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Abandonment  of  lines:  petitions  for  permission 
for,  etc.;  pp.  100.  150,  202,  335.  368,  396.  418 
454  519.  528.  570.  576.  593.  612,  636,  788,  800 
857.  918,  946,  980.  1068.  1122.  1203.  1206,  1328 

Accounting:  Instructions,  etc.;  pp.  89.  SOS,  420 

462.   724.   1293,   1302. 
Accidents;  pp.  202.  682. 
Acquirement    of    railroads;    see    Construction 

also  consolidation  of  railroads. 
Advanced    rates   and    reductions    thereof;    pp 

J7     l"J     89.    114.    132.    133,    135.    161,    182,    258 

260,   273,  331,  332.   392,   393.   450.   452.   497,   BOO, 

545    566,   569.  594,  599,  621.   654,   666,   670,   713, 

753    778.  817,  833.   857,   865,   865,   874,  886,   905, 

919.   922.  923.   927.   930.   940,  961,   971.  972,  973, 

974.   977.  978.  990.   1012,   1013.  1019,   1039,   1077. 

1078,    1079.    1094.    1121.    1129,    1146.    1150,    1154. 

1155,    1160,    1202,    1241.    1251,    1254,    1297,    1300, 

1300,    1310.    1314.    1347.    1358,    1359,    1360.      See 

also  Harding  and  the   railroads. 
Aircraft,   regulation   of;   p.    1047. 
Alaska;  ocean  transportation  to;  p.   1259. 
All.  n.   \V.  ().;  duplication  of  agencies;  p.  243. 
Allender,  S.  W.:  war  tax  on  freight;  p.  244. 
Allowances    to   industrial    roads  and   plant   fa- 

cilities; p.   1130. 

Aiiu-rican  Ship  Service  Corporation;  p.  7S. 
Anderson,  C.  A.;  president  Traffic  Club  of  New 

KriKland;  p.  234. 
Andrews,    W.    L.  ;     wholesale      reductions      of 

freight  rates;  p.   940. 

Anthoni,  J.  C.;   claims  for  coal  losses;  p.   246. 
Atwater,  J.  F.;  tracing  L.  C.  L.  shipments;  p. 

246. 
Automobile    transportation;    regulation    of;    p. 

836. 
Bacheller,  R.  M.  ;  law  not  responsible  for  plight 

of  railroads;  p.   990. 
Dagby.   Lee:   shippers'   ten  commandments;   p. 

518. 

Baggage  and  express;  cars  for;  p.  112. 
Baltimore  Barge  Line;  p.  1032. 
Banham,  W.  J.  L.;  views  on  transportation;  p 

1147. 

Banta,  L.  E.;  tariff  distribution  waste;  p.  1093. 
Barker,    8.    H.;    plan    for    solution    of    railroad 

problem  ;    p.    975. 
Barkmeyer,    J.     E.  ;     underpaid    railroad    em- 

ployes;  p.   1039. 
Beall.  B.  R.  ;  cause  of  the  business  slump-   p. 

940. 
Beatty,  E.  W.;  Canadian  railway  situation;  p. 

Beek.  J.  H.  ;  views  on  reduced  rates,  etc.:  pp. 

1300.  1312. 
Hill   of  lading,   order;   pp.    227,   1348 

ill  of  lading;  export;  pp.  74,  362,  397. 

ill  of  lading  case,  etc.;  pp.  274,  1136. 
Bill  of  lading;  Pomerene  law;   pp.   568,   1136 

inkerd.   R.   S.;   addition   to   rail   facilities;   p. 

Black,    W.    M.;    transportation    reorganization; 

p.    1204. 
Blair.   G.   A.;   address   to  Transportation   Club 

of  Dccatur;  p.  234. 

Bodle.   L.  J.  ;  the  industrial  traffic  man;  p.   86. 
Bond.  J.  A.;  reduction  In  freight  rates;  p.  990. 
Border  points;  rates  to  and  from;  p.   670. 
Bosworth,  W.  M.  ;  war  tax  on  freight;  pp.  1S3 

and  243. 
Breckon.  L.  T.;  accuracy  of  railway  scales-  p 

61  1. 
Bribery  of  railway  employes;  pp.  488,  872,  1106, 

un. 

B™W196"'  w-  H.;  tracing  L.  C.  L.  shipments; 

B"j7hardt'  W'   R  :   free  trafflc  instruction;   p. 

P.urns.  G.  P.;  speed  in  moving  freight;  p.  407. 

fre'Sht  rates  and  selling  prices; 

.  ">   Senate 

Cable  companies;   reports  of;  p.    1010 
nnadlan  Railway  Situation;  by  E.  W.  Beatty; 

'  ctc';  pp-  32-  92-  132. 


>    Sentttor;    lde*»   »n    freight    rates;    p. 
Campbell,  J.  B.  ;  member  of  I.  C.  C  ;  p    1041 
C»r  supply,  distribution,  etc.;  pp    16    146    184 
}««L  »»«.  400    420.  624.  '676.  619.  620,  820  '  lOSs! 

Cascading;  'p'.'V70'  ""•  1322'  13^8'  1380' 
CllJ8!n24V3!n44n9!;7|7nClenCy   Of   carr'e™!   PP-    83, 
Car  service  division;   orders  and   circular*  of 

SjJ-=J  PP-  «}"•   «•  ™.  8™  114    160    184  ™206i 
256.    354.    400.    460.    488.    688    1184     1188     1?4n 


,l38  . 

Carrlnger.  c.  H.;  president  Waco  Trafflc  Club; 

Chamberlain.   C.   O.;   regularity  in  service;   p. 
Chamber  of   Commerce.   U.   S.;   pp.    923,    1148. 

the  sen- 


e3 

"Bents;   meeting  of';   p.   1090. 
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DECISIONS  OF  I.  C.  C.  IN  THE 
TRAFFIC  WORLD. 
July   to    December,    1908. 
Vol.     2.          14  I.  C.  C.    51 

to 

14  I.  C.  C.  619 
January    to    June,     1909. 
Vol.  2  and  3.  14  I.  C.  C.  631 
to 

16  I.  C.  C.  422 
July   to    December,    1909. 
Vol.     4.          16  I.  C.  C.  424 

to 

17  I.  C.  C.  388 
January    to    June,    1910. 
Vol.     6.       17  I.  C.  C.  251 

to 

19  I.  C.  C.  102 
to    December,    1910. 
6.      19  I.  C.  C.     25 

to 

20  I.  C.  C.     21 
January    to    June,    1911. 
Vol.     7.       20  I.  C.  C.       1 

to 

21  I.  C.  C.  181 
July   to    December,    1911. 
Vol.     8.       21  I.  C.  C.  183 

to 

22  I.  C.  C.  138 
January    to    June,     1912. 
Vol.     9.       22  I.  C.  C.     14 

to 

24  I.  C.  C.  192 
July   to    December,    1912. 
Vol.  10.       24  I.  C.  C.  179 

to 

25  I.  C.  C.  349 

and 

20  I.  C.  C.  486 
January  to  June,  1913. 
Vol.  11.  25  I.  C.  C.  337 

to 

27  I.  C.  C.  343 
July   to    December,    1913. 
Vol.  12.       27  I.  C.  C.  302 

28  I.  C.°C.  549 
January    to    June,    1914. 
Vol.  13.       28  I.  C.  C.   563 

to 

30  I.  C.  C.  528 
July  to  December,  1914. 
Vol.  14.  30  I.  C.  C.  531 

to 

32  I.  C.  C.  291 
January  to  June,  1915. 
Vol.  15.  32  I.  C.  C.  283 

to 

34  I.  C.  C.  277 
July  to  December,  1915. 
Vol.  16.  34  I.  C.  C.  278 

to 

37  I.  C.  C.  113 
January  to  June,  1916. 
Vol.  17.  37  I.  C.  C.  73 

to 

40  I.  C.  C.  52 
July  to  December,  1916. 
Vol.  18.  39  I.  C.  C.  675 

to 

42  I.  C.  C.  374 
January  to  June,  1917. 
Vol.  19.  42  I.  C.  C.  127 

to 

45  I.  C.  C.  212 
July  to  December,  1917. 
Vol.  20.  45  I.  C.  C.  56 

to 

47  I.  C.  C.  482 
January  to  June,  1918. 
Vol.  »1.  47  I.  C.  C.  380 

to 

50  I.  C.  C.  396 
July  to  December,  1918. 
Vol.  22.  50  I.  C.  C.  309 

to 

51  I.  C.  C!.  504 
January  to  June,  1919 
Vol.  23.  51  I.  C.  C.  451 

to 

53  I.  C.  C.  384 
July   to    December,    1919. 
Vol.  24.  53  I.  C.  C.  377 

to 

55  I.  C.  C.  582 
January  to  June,  1920. 
Vol.  25.  55  I.  C.  C.  433 

to 

57  I.  C.  C.  663 
July  to  December,  1920. 
Vol.  26.  55  I.  C.  C.  431 

to 

59  I.  C.  C.  495 
January  to  June,  1921 
Vol.  27.  59  I.  C.  C.  480 

to 
62  I.  C.  C.     91 


csion  of  Judge  Rudkin).  718.  760  806  802 
933.  961.  983,  988.  992.  1036  1130  11$ !  i*?n' 
1222.  1224,  1274,  1290,  1363?  137! I  '  1210> 

aims;    presentation,    filing,    collection     Inter- 


Business  Association;  p.  776;  letter  to  Sena- 
tor Shortridge,  p.  817;  letter  to  Senator 
Willis,  p.  923;  re-elected  chairman  of  I  C. 
C.;  p.  ^335. 

Classification;  report  of  Traffic  League  Com- 
mittee; p.  1132. 

Classification,    consolidated,    No.    2;    pp.    8     72 

137,  150,   202,   227,    1129. 
Classification  of  carriers;  p.  44. 

Clayton  act  amendment;  pp.  40,  63,  73    121    183 

216,  293,  330,  378,  434,  520,  1324. 
Coal;    cost  of  railroad;   pp.    10,    146,   206,    858. 
Coal  and  coal  cars;  price,  supply,  distribution 

rates,  etc.;  pp.  17,  19,  20,  46,  83,  90,  113    135 

138,  146,   186,   188,    194,   23S,   245,   258,   364    392, 
420,   456,   462,   472,   502,    520,   530,   544,    576    616 
624,   668,   673,   726,  732,   842,   880,   905,  927!   946, 
978.    979,    1050,     1091,    1119,    1127,     1131,    1134, 
1135   (coal  claim  rules),   1159,  1220    1242    1254 
1311,    1322,    1324,    1347.    1364. 

Collins,  G.  W. ;  government  ownership  of 
railroads;  p.  829. 

Combination  rates;  rule  for;  pp.  21,  1046,   1068 

Commerce  Committees  of  House  and  Senate; 
pp.  772,  817. 

Commerce  reports;  pp.  T8,  180,  310,  352  353 
418,  468,  608,  716,  1186.  1260,  1309,  1352. 

Commission,   the;   open  sessions  of;   p.   254 

Commission,  the;  appropriations  for;  pp.  58  66 
150,  338,  391,  402. 

Commission,  the;  vacancies  on  and  appoint- 
ments to;  pp.  90,  161,  217,  481,  490,  570  605 
649,  667,  697,  716,  754.  802,  906.  992,  1010,  1039, 

Commission!  the  functions  of,  etc.;  pp  545 
593,  1185,  1289,  1310. 

Compensation  to  and  claims  for,  of  roads  un- 
der federal  control;  pp.  8,  30,  90,  511.  786, 
946,  1050.  See  also  finance  docket  reports 
and  payments  to  railroads. 

Conference  rulings;  proportional  or  reshipping 
interstate  rates  from  transit  or  reshipping 
points  on  shipments  originating  beyond;  p. 
684. 

Congressional  interstate  commerce  commit- 
tees; p.  873. 

Conn,  George  C.;  the  eone  system  in  Michi- 
gan; p.  349. 

Constructions,  acquirements,  and  extensions' 
PP.  100.  102,  141,  150,  168,  206,  226  258  264* 
284,  308,  310,  324,  424.  398,  448,  480,  52l'  622* 
528,  532,  593,  610,  628.  682,  726,  734,  784  786 
788,  835,  840,  844,  848.  882.  912,  926  932  946 

' 


Container  specifications;   p.   1089. 
Co-operation    between    shippers    and    carriers; 

PP.   8,   56,   72,    180,   671,  725,    1095    1129 
.o-operation;   state   and   federal;   pp.   168    224, 
334. 

|oyle,  P.  W.;  Mississippi  River  trafflc;  p.  1039. 
T     1212  rates  on  fruits  and  vegetables; 

Cummins    investigation    of   railroad    situation- 

PP.   488,   544,   546,   594.    661,    710,   772,    817    871, 

,923,  971,  1021,  1069.  1137.  1193,  1260    1305    1344 

ummmgs,  J.  M. ;  accuracy  of  railroad  scales- 

p.    518. 

:uyler,  T.  De  Witt;  promises  railroad  econom- 
ies and   denies   plan   for  advanced   rates;   p. 

'.  W.  T.;  meaning  of;  p.  T27. 
'^fPit,     L.     F.;     address     before     Shreveport 
Chamber  of  Commerce;  p.  236 
Daugherty,  Harry  M.;  attorney  general  of  the 
u.^  &.;  p.  433. 
avis,    J.    C.;    appointed   Director   General;    p. 


DECISIONS    OF    INTERSTATE    COMMERCE 
COMMISSION. 


dpvk.,r'deur  the  above  caption  are  In- 
dexed by  title  where  there  Is  a  complainant. 
Where  there  is  none  they  are  Indexed  by  the 
commodity  or  subject  affected.) 

Absorption  of  Switching  Charges  at  Toledo. 

June'  18'.   pnd12f3.13°°    ^  *'   C'   C"    3°-31)' 
Absorption    of    switching    charges    at    Coeur 

d.A'ene:   I.   and   S.    1221    (60  I.   C.   C..   275- 

276).     Feb.   19,    p.    385. 
Absorption  of  handling  charges  at  New  Or- 

leans;  I.  and  S.  1204   (59  I.   C.  C.,   597-598) 

Jan.   15,   p.    115. 
Acid    from     Hillsboro.     111.,     to    Ohio    River 

Points;    T.    and    S.    1259    (60    I.    C.    C.,    583- 

o85).     Mch.   26.   p.   651. 
Acme  Cement  Plaster  Co.  vs.  Pere  Marquette 

f*3'-:   case  11080;  gypsum  building  blocks 

(60  I.  C.  C.,  141-142).     Feb.  12.  p.  324. 
Acme  Cement  Plaster  Co.  vs    Ft    W    &  D 

E3!,'  ^>val';  case  11114:  eaa  oil   (60  I.   O.   C., 
609-660).     April  2,  p.  703. 
Acme   Cement   Plaster   Co.    vs    Q.    A.    &   P 

sns  nfirt0"?    10953;    P'aster    (59    I.    C.     C., 

508-509).      Jan.    8,    p.    60. 
Allegheny  Steel  Co.  vs.  P.  R.  R.  ;  case  10743; 

switching   and   spotting    (60    I.    C.    C..    575- 

578).     April  2,   p.   700. 
American    Cement    Plaster    Co.    vs.    IT.     P. 

Sl»alvo?a8<!  11241:  dental  plaster  (59  I.  C.  C.. 

717-718).     Jan.   29,    p.   222 
American    Creosoting    Co.    vs.    C.    R.    R.    of 

N     J.    et    al.;    case    10582;    lumber    transit 

(61    I.    C.    C.,    145-152).      April    23,    p.    859. 
American  Fork  and  Hoe  Co.  et  al.  vs.  St.  L. 

&  S.   F.   et  al.;   case   8479;   handle  material 

(60  I.  C.  C,   85-91).     Feb.  12,  p.  323. 
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American     Mamiia<-tiirln>r    «"<•.    vs.    Missouri 
i     (i.l     I.     C.      C., 
\lMil    JO.    p.    308. 
American  Tobacco  t'n.   VB.   s.    r.  ct  al.:  case 

0    11177"    (Sub.    NCI.    1).    I1     I 

I-,,      inc..    v«.    Director    General,    as   agent, 

South. MM   Pacific  n   ;il..  and  No.  1077H  (Sub. 
v,    j),   r    11.  i  loi  man  '  So.,  inc..  vs.   i  • 

i.   as   ai;ciil,    Northern    I'acilic    \l\  . 
Co.    el    al.;    tobacco    i  (in    I.   C.    C.,    486-4S9). 
March    12.    p.    549. 
American     S.-a    (ircoli    Slate    ( -i>.    et    al.    VS.    A. 

\    V.   et    :il.:    case    KIIH:I:    roofing  shit.-    <r,u 
1.  c.  c..   I'.H;-  1:'M.     Frli.   in.  p.   :;vl. 

American    TradiiiK    <'o.    vs.    N.    Y.    C.    et   al.: 
1117V   :ilst>  Siih.   No.   1.   Isler  &  Guye 
.     N     .1    .il..    straw  braid    (60  I.  C.   C., 
174).      Feb.    in.    p.   386. 

Anderson.  A.  O.,  &  Co.  vs.  C.  &  N.  W.  et  al.; 
li:;n;,:  iron  and  steel  articles;  also 
Ii:;n7.  W.  It.  Grace  &  Co.  vs.  C.  B.  &  Q. 
R.  R.  Co.  et  al. :  11307  (Sub.  No.  1),  Same 
vs.  Illinois  Central  K.  R.  Co.  et  al.;  11307 
i  Suh  No.  2).  China  Agency  and  Trading 
Co  vs  A.  T.  &  S.  F.  Ky.  Co.  et  al.;  and 
11308,  Oriental  Products  Co.,  Inc.,  vs.  C.  M. 
,v.  St  r.  Ky.  Co.  et  al.  (61  I.  C.  C.,  64-66). 
April  9,  p.  758. 

Ansaldo    &    Nicholes    vs.    Director    General; 
ll.r)75;    wooden    truck    barrels    (61    I. 
i-     ('..    664-666).      Jinn-    I,    p.    1189. 

Anthony.  Karl  G..  Inc.  vs.  Director  General, 
Michigan  Central  et  al. ;  caso  11322;  auto- 
mobile parts  (61  I.  C.  C.,  366-368).  April 
JO,  ]).  911. 

Apples;    transit    rules    and    regulations;    see 

transit. 

\ioiilariiis  Brothers  TS.  S.  P.;  case  11236; 
tecder  rattle  (69  I.  C.  C.,  727-728).  Jan. 
29,  p.  222. 

Arizona  rates,  fares  and  charges;  in  re 
rates,  fares  and  charges  applicable  be- 
tween points  in  Arizona;  case  11971  (61 
I.  C.  C..  572-585).  May  21,  p.  1066. 

Arkansas  Jobbers'  and  Manufacturers'  Assn. 
vs.  C.  It.  I.  &  P.  et  al.:  case  10417;  also 
parts  of  fourth  sect.  aps.  1950,  1951.  4218. 
1.M7;  grain  and  products  (59  1.  C.  C..  662- 
C72).  Jan.  22.  p.  166. 

Armour  &  Co.  vs.  Am.  Ky.  Express  et  al.: 
case  11217;  oleomargarine  (60  I.  C.  C., 
663-665).  April  2.  p.  704. 

Atlantic  Ice  and  Coal  Corporation  vs.  South- 
ern et  al.;  case  11473;  Ice  (61  I.  C.  C.,  111- 
112).  April  16,  p.  806. 

Atlantic  Paper  and  Pulp  Corp.  vs.  N.  O.  G.  N. 
et  al. ;  case  10928;  wood  pulp  (60  I.  C.  C., 
671-673).  April  2.  p.  701. 

Atlantic  Paper  &  Pulp  Corporation  vs.  N.  & 
A.  et  al. ;  case  10784;  soapstone  blocks  (59 
I.  C.  C..  555-556).  Jan.  15.  p.  116. 

Atlantic  Refining  Oo.  vs.  P.  R.  R. :  case 
11400;  coal  tar  naphtha  (60  I.  C.  C.,  506- 
508).  Mch.  26,  p.  653. 

Atlantic  Refining  Co.  vs.  P.  R.  R.;  case 
10936;  coal  (60  I.  C.  C.,  355-356).  Feb.  26, 
p.  436. 

Atlas  Cereal  Co.  vs.  C.  B.  &  Q.  et  al.:  case 
11506:  transit  on  mixed  feed  (59  I.  C.  O., 
702-704).  Feb.  5,  p.  280. 

Austin  Abbott  et  al.  vs.  B.  &  O.  et  al.; 
case  11075;  coal  (61  I.  C.  C.,  296-301). 
April  30,  p.  910. 

Ayres,  Bridges  &  Co.  vs.  Director  General, 
Erie  R.  R.  et  al.;  case  10549;  camels' 
manes  (61  I.  C.  C.,  339-340).  April  30, 
p.  911. 

Badger  Lumber  Co.  et  al.  vs.  A.  T.  &  S.  F. 
et  al. :  case  10D62:  fifteenth  section  appli- 
cation 2065:  original  report  confirmed  (60 
I.  C.  C..  278-280).  Feb.  19,  p.  385. 

Barber,  W.  H.,  Co.  vs.  A.  C.  L.  et  al.;  case 
10591;  rosin  and  turpentine  (61  I.  C.  C., 
23-28).  April  9,  p.  755. 

Barnett  Oil  and  Gas  Co.  vs.  C.  &  N.  W. 
et  al. ;  case  10805;  petroleum  and  products 
(61  I.  C.  C.,  568-571).  May  28,  p.  1123. 

Barnett  Oil  and  Gas  Co.  vs.  L.  &  N.  et  al. : 
case  10801;  crude  petroleum  (59  I.  C.  C., 
689-692).  Feb.  5.  p.  279. 

Barrett  Co.  vs.  P.  &  R.  et  al. :  case  11544: 
coal  tar  (61  I.  C.  C..  401-402).  April  30, 
p.  910.  ' 

Bateman.  John  J.,  vs.  S.  P.;  case  11259; 
second-hand  wire  rope  and  cable  (59  I.  C. 
C..  559-560).  Jan.  15.  p.  116. 

K.  all.  William  Wylie.  vs.  Wheeling  Traction 
Co.:  case  11299;  also  Sub.  No.  1,  Charles 
J.  Schuck  vs.  Same;  passenger  fares  (60 
I.  C.  C..  600-608).  April  2,  p.  701. 

Berry  Bros.,  Inc.  vs.  C.  &  N.  W.  et  al.; 
case  11445;  wood  alcohol  (61  I.  C.  C.,  405, 
407).  April  30,  p.  910. 

Best  Clymer  Manufacturing  Co.  vs.  111.  Cent. 
et  al. ;  case  1148(1:  sorghum  sirup  (62  I. 
C.  C.,  62-63).  June-25,  p.  1340. 

Best-Clymer  Mfg.  Co.  et  al.  vs.  Director 
General:  case  11393;  apple  pomace  (60  I. 
C.  C.,  153-154).  Feb.  12,  p.  321. 

Birdsboro  Stone  Co.  vs.  Pa.  R.  R.  et  al. ;  case 
11121;  crushed  rock  (61  I.  C.  C.,  46-49). 
April  16,  p.  806. 

Birdsboro  Stone  Co.  vs.  Pa.  R.  R.  and  Di- 
rector General;  case  11572:  crushed  stone 
(61  I.  C.  C.,  657-658).  June  4,  p.  1189. 

Kirmin^'ham  Hail  and  Locomotive  Co.  vs. 
Southern;  case  11429:  rails  and  track  ma- 
le rial  (59  I.  C.  C..  602-604).  Jan.  15.  p.  116. 

Birmingham  Southern  vs.  A.  G.  S.  et  al. ; 
case  11485:  industrial  per  diem  reclaims 
(61  I.  C.  C.,  551-558).  Mar  28.  p.  1123. 


niKcr  &  Co.,   Inc..   vs.   r.    I'.   el    al.:  case 
lied  hides  (60  I.  C.  C.,  657- 

658).     April   2.   p.   704. 
i:..ldt.  Charles,  (liass  Co.  vs.  L.  &  N.  et  al.; 

case  11243:   parts  of  fourth  «ect.  ap.   4966: 

glass  bottles   (60   1.   C.   C.,   495-498).     Mch. 

19.   p. 
Brldgeman-Russell  Co.  et  al.  vs.  Great  Lakes 

Transit    Corporation    et    al.:     case     11340; 

dairy  products  (61  I.  C.  C..  260-269).  April 

30,    p.    910. 

Brlggs    &    Turivas    vs.      Director     General, 
nia    R.     R.     et    al. ;    case    11250; 

minimum     weight     on     steel     turnings     (61 

I.    C.    C.,    363-365).      April    30,    p.    908. 
Hryant  .V-   Chapman  Co.  vs.  Cent.  Vt.  et  al.; 

ease    liinsip;    milk    and    cream    (60    I.    C.    C., 

237-242).     Feb.   19.  p.  385. 
Buckeye    Veneer    Co.    vs.    Director   General; 

case    11487;    including    portions    of    Fourth 

Section    Applications    1548    and    2060;    oak 
Buckeye  Cotton  Oil  Co.  vs.   Southern  et  al. ; 

case  11147;  also  case  11120,  Same  vs.  S.  A. 

L.  et  al.;   cottonseer  (60  I.  C.  C.,  281-283). 

Feb.  26,  p.  436. 

lumher     (61    I.    C.    C.,    673-676).       June    4, 

p.    1187. 
Buick    Motor    Co.    (division    of    the    General 

Motors   Corporation)    vs.   G.    T.    W.    et   al. : 

case     11356;     automobile    tire    carriers     (60 

I.  C.  C.,  669-670).     April  2,   p.  702. 
Buxcon-Smith    Co.    vs.    A.,    T.    &    S.    F.    et 

al. ;  case  11238;  fresh  fruits  and  vege- 
tables (61  I.  C.  C.,  623-626).  June  4,  p. 

1187. 
Cade,  R.  A..  Inc.,  vs.  Pa.  R.  R.:  case  11226; 

export   flour    (60   I.    C.    C..    151-152).      Feb. 

12,  p.  321. 
Cairo    Association    of    Commerce    vs.    Butler 

Co.  R.  R.  et  al.;  case  11483;  class  rates  (60 

I.  C.  C..  519-522).     Mch.  26.  p.  653. 
Cairo  Board  of  Trade  vs.  A.   T.   &  S.   F.   et 

al.;  case  11450;  grain  (61  I.  C.  C.,  219-222). 

April  23,  p.   864. 
Cambria   Steel   Co.    et   al.    vs.    N.    P.    et   al.; 

case  10947;  also  sub.  No.   1,  Cambria  Steel 

Co.  vs.  Same;  manganese  ore  (60  I.  C.  C., 

459-464).      March   12,   p.    548. 
Cancellation  of  joint  through   rates  between 

Augusta,   Ga..   and  Augusta  Northern   Ry. ; 

I.   and   S.   1277   (60  I.   C.   C.,   324).     Feb.   26, 

p.  436. 
Cancellation    of    rates    from    Natchez.    Miss., 

and  Vidalia,  La.,  to  Chicago:  I.  and  S.  1228 

(60  I.  C.  C.,  276-277).     Feb.  19,  p.  386. 
Cannon   Manufacturing   Co.   vs.    Southern   et 

al. :  case  11142:  also  case  11272,  Wiscassett 

Mills    Co.    vs.    Yadkin    Ry.    et    al.;    coal    (59 

I.  C.  C.,  591-596).     Jan.  22,  p.  164. 
Cape    Girardeau    Portland     Cement    Co.     vs. 

C.   R.    I.    &    P.    et   al.;    case    11121):    crushed 

gypsum    rock    (60   I.    C.    C.,    269-271).      Feb. 

19,   p.   386. 
Carey,   Philip,   Mfg.   Co.   vs.   B.   &   O.    et   al.; 

case    10690;    allowance    for   spotting    (59    I. 

C.    C.,    640-648).      Jan.    22,    p.    165. 
Carter-Arnold   Co.    vs.  A.   G.   S.   et   al. ;   case 

11511;   cotton   linters   (59  I.   C.   C.,   616-619). 

Jan.  22,  p.  164. 
Cedar    Rapids    Chamber    of    Commerce    vs. 

B.  &   O.   et  al.;   case  10231;   coal   (59  I.   C. 
C.,    624-634).      Jan.    22,    p.    163. 

Central  Pa.  Lumber  Co.  vs.  Pa.  R.  R.  et  al.; 

case   11157;   old   rails   (60  I.   C.    C.,   723-724). 

April  9,  p.  758. 
Central    Steel   Co.    vs.    C.   &   O.    et   al. ;   case 

10726;    coal    (60    I.    C.    C.,    443-446).      March 

12,   p.   548. 

Century  Glass  Sand  Co.  vs.  Director  Gen- 
eral; case  11518;  silica  sand  (60  I.  O.  C., 

759-760).     April  2,   p.   702. 

Chapin-Sacks  Manufacturing  Co.  vs.  Direc- 
tor General;  case  11374;  ice  (60  I.  C.  C., 

145-146).     Feb.   12,  p.  324. 
Chattanooga    Coke    &    Gas   Co.    vs.    Director 

General,    Dayton.    Toledo    &    Chicago    Ry. 

et    al.:    case    11279;    coal-tar    oil    (61    I.    C. 

C.,    729-732).      June    11,    p.    1245. 
Chatterton  &  Son  vs.   Pere  Marquette;   case 

11309;    beans    (59    I.    C.    C.,    484-485).    Jan. 

1,    p.    15. 
Chero-Cola   Bottling  Co.   vs.   A.   B.   A.  et  al. ; 

case   11273;    syrup    (59   I.   C.   C.,   547).     Jan. 

15,   p.   117. 
Chevrolet  Motor  Co.  of  Calif,  vs.  C.  R.  I.  & 

P.  et  al.;  case  11210;  auto  body  woodwork 

(59    I.  C.  C..    685-688).      Jan.    29.    p.    223. 
Chipboard      and      strawboard      in      Western 

Trunk  Line  territory;  I.  and  S.   1224   (60  I. 

C.  C.,    191-195).      Feb.    12,   p.   322. 
Choctaw  Cotton  Oil  Co.  vs.  Y.  &  M.  V.  et  al.; 

case  11316;  scrap  iron  (59  I.  C.  C.,  725- 
726).  Jan.  29,  p.  222. 

Class  arbitraries  to  Sewall's  Point,  Va. :  I. 
and  S.  1217;  also  I.  and  S.  1223,  Same,  No. 
2  (59  I.  C.  C..  \91-594).  Jan.  15,  p.  117. 

Class  and  commodity  rates  between  Ohio 
River  crossings  and  Cumberland  River 
landings;  I.  and  S.  1267  (61  I.  C.  C.,  10-15). 
April  9,  p.  755. 

Class  rates  from  New  Orleans  to  Colorado: 
I.  and  S.  1229:  class  rates  (59  I.  C.  C. 
734-737).  Jan.  29,  p.  221. 

Cleveland-Cliffs  Iron  Co.  vs.  M.  M.  &  S.  E. 
et  al.:  case  11141;  sulphuric  acid  (59  I.  C. 
C.,  611-613).  Jan.  22.  p.  163. 

Climax  Molybdenum  Co.  vs.  Director  Gen- 
eral, Ann  Arbor  et  al.:  case  10218:  moly- 
bdenum (61  I.  C.  C.,  369-373).  April  30, 
p.  910. 


'•'•:,|   from  Cumberland   I!.    It    to  southeastern 

point   .   i    and  s.   1217  n;i   i.  c.  C..  80-84). 

April   16.   p 

Coal  from  III.  to  Mich.;  I.  ;.n,l  H.  1232; 
coal  (61  I.  C'.  C..  195-196).  April  23.  p. 
861. 

Coal  from  Kentucky,  Tcnne-<.xce  and  Vir- 
ginia to  Northfin  Mini  Northwestern 
Points;  I.  and  S.  1211  H;II  I.  C.  c..  Ii;i;-l78). 
Feb.  12,  p.  323. 

Coal  from  W.  Va.  mines  to  Southern  point*: 
I.  and  S.  1211  (59  I.  C.  C..  486-487).  Jan. 
I.  p.  15. 

Coal  to  Atlanta,  Ga..  via  Cm tcrsvillc  and 
W.  &  A.  Ky.:  I.  and  s.  1211  (i;u  I.  c.  c.. 
509-r.mi.  Mch.  L'I;.  i,.  i;:ii. 

Coeur  d'Alene;  absorption  of  switching 
charges  at;  see  absorption. 

Cohen-Schwartz  Kail  &  Steel  Co.  vs.  Mor- 
gan's La.  &  Tex.  K.  K.  *  S.  S.  Co.  et  al.: 
case  10579:  scrap  iron  (59  I.  C.  C.,  533- 
534).  Jan.  15,  p.  116. 

Columbia  Rope  Co.  vs.  Can.  Pac.  et  al. ;  case 
11145;  manila  hemp  (59  I.  C.  C.,  605).  Jan. 
15,  p.  116. 

Commutation  tickets,  60-trip;  interchange- 
able acceptance  of;  I.  and  S.  1296  (61  1. 
C.  C.,  677-679).  June  4,  p.  1188. 

Condon  Baking  Co.  vs.  Atlantic  Ooast  Lin* 
et  al. :  case  11208:  building  tile  and  cement 
(60  I.  C.  C.,  149-150).  Feb.  5.  p.  281. 

Consolidation  C9al  Co.  vs.  C.  &  O.  et  al. ; 
case  10987;  Millers  Creek  road  a  common 
carrier  (60  I.  C.  C.,  763-768).  April  9,  p. 
756. 

Consolidation  Coal  Co.  vs.  Director  General: 
case  11501;  coal  (60  I.  C.  C..  147-148).  Feb. 
12.  p.  324. 

Cosden  Oil  and  Gas  Co.  TS.  A.  T.  &  S.  F. 
et  al. :  case  11051;  iron  pipe  (59  I.  C.  C., 
705-706).  Feb.  5,  p.  280. 

Crucible  Steel  Co.  of  America  vs.  Director 
General,  B.  &  O.;  case  11536;  coal  (61 
I.  C.  C..  753-755).  June  18,  p.  1292. 

Crucible  Steel  Co.  of  America  vs.  Pa.  R.  R. ; 
case  11538;  switching  of  tank  cars  (61  I. 
C.  C.,  655-656).  June  4.  p.  1188. 

Crump,  B.  T.,  Co.  vs.  Director  General;  case 
11548;  automobile  guard  rails  (60  I.  C.  C., 
761-762).  April  9,  p.  758. 

Davis  Manufacturing  Co.,  Inc.  vs.  Director 
General,  L.  &  N.  et  al. ;  case  11514;  ep- 
som  salts  (61  I.  C.  C.,  607-609).  May  28. 
p.  1126. 

Davis  Manufacturing  Co.,  Inc.  vs.  Director 
General,  Morgan's  Louisiana  &  Texas  R. 
R.  &  S.  S.  Co.  et  al. ;  case  11492;  sul- 
phur (61  I.  C.  C.,  345-347).  April  30,  p. 
910. 

Daugherty,   W.    H..    &   Son   Refining   Co.   vs. 

B.  &  O.  et  al.;  case  11237;  parts  of  fourth 
sect.    ap.    2060;    petrolatum    (61    I.    C.    C., 
197-199).      April    23.    p.    868. 

Decker,  Jacob  E.,  &  Sons  TS.  M.  &  St.  L. 
et  al.;  case  9238;  fresh  salted  meats  (59 

Delp,  E.  E.,  Grain  Co.  TS.  P.  &  R. ;  case 
10428;  oats  (59  I.  C.  C.,  755-757).  Feb.  5, 
p.  278. 

Dewey  Fuel  Co.  vs.  Director  General,  Cin- 
cinnati Northern  R.  R.  et  al.;  case  11690; 
coal  (61  I.  C.  C.,  697-699).  June  11,  p. 
1244. 

Dewey  Portland  Cement  Co.  vs.  A.  T.  & 
S.  F.  et  al.;  case  11158;  natural  stone  or 
grinding  pebbles  (60  I.  C.  C.,  609-612). 
April  2.  p.  702. 

Dickinson  Fuel  Co.  et  al.  TS.  C.  &  O.  et  al.: 
case  11484;  allotment  of  cars  for  coal  (60 
I.  C.  C.,  315-317).  Feb.  26,  p.  436. 

Diversion  and  reconsignment  rules,  regula- 
tions and  charges;  I.  and  S.  1250  and 
1276  (61  I.  C.  C.,  385-393).  April  30,  p. 
909. 

Downey  Ship  Building  Corporation  vs.  Sta- 
ten  Island  Rapid  Transit  Ky.  Oo.  et  al.: 
case  10311:  also  Sub.  No.  1,  Trustees  In 
Liquidation  of  Milliken  Bros..  Inc..  vs. 
Same;  switching  and  spotting  (60  I.  C.  C., 
543-548).  April  2.  p.  701. 

Du  Pont,  E.  I.,  de  Nemours  &  Co.  vs.  N. 
&  W.  et  al.;  case  10348;  also  10875,  same 
vs.  same;  net  nitrocellulose  (59  I.  C.  C., 
659-661).  Jan.  22,  p.  165. 

Du  Pont,  E.  I.,  de  Nemours  &  Co.  vs.  P. 
R.  R.  et  al.;  case  11174;  nitrate  of  soda 
(59  I.  C.  C.,  570-573).  Jan.  15,  p.  105. 

DuPont,  E.  I.,  de  Nemours  and  Co.  vs. 
Director  General;  case  11616;  coal  (62  I. 

C.  C.,  39-40).     June  25.  p.   1340. 

Du  Pont,  E.  I.,  De  Nemours  &  Co.  vs.  Di- 
rector General,  Canton  R.  R.  Co.  et  al. ; 
case  10554;  crude  sulphur  (61  I.  C.  C.,  605- 
606).  May  28,  p.  1126. 

DuPont,  E.  I.,  de  Nemours  &  Co.  vs.  Di- 
rector General:  case  11448;  also  Sub.  No. 
1.  Same  vs.  Same:  crushed  rock  (60  I.  C.  c .. 
621-622).  April  2.  p.  703. 

DuPont,  E.  I.,  de  Nemours  &  Co.  vs.  P.  R. 
R.  et  al. :  case  10764:  crude  sulphur:  also 
No.  10764  (Sub.  No.  1).  Same  vs.  Same: 
No.  10789.  Same  vs.  Canton  R.  R.  Co.  et 
al.;  and  No.  1117(1.  Sam.  vs.  Pa.  R.  R.  Co. 
et  al.  (60  I.  C.  C..  221-223).  Feb.  19,  p.  384. 

DuPont,  E.  I.,  de  Nemours  &  Co.  vs.  W.  J.  , 
&   S.   S.   et  al.:   case   11070:   sulphuric  acid 
(60  I.   C.  C.,   243-245).      Feb.   19,   p.  386. 

Dyer  Packing  Co.  vs.  Director  General,  C.. 
C.,  C.  &  St.  L.  et  al.;  case  11707;  ripe 
tomatoes  (62  I.  C.  C..  28-29).  June  18. 
p.  1292. 
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Eck.  John  A.  Co.  vs.  A.  C.  L.  et  al.;  case 
11345;  potatoes  (59  I.  C.  C..  o77-o78).  Jan 
22.  p.  164. 

Edge  Moor  Iron  Co.  vs.  Pa.  R.  R.;  cas. 
11067;  spotting  (61  I.  C.  C.,  537-540).  May 
21,  p.  1065;  May  28.  p.  1121. 
Edwards.  E.  H.,  vs.  A.  T.  &  S.  F  et  al. 
case  10902;  wire  rods  (60  I.  C.  C.,  258-262) 
Feb.  19.  p.  385. 

Electric  Coal  Co.  et  al.  vs.  C.  &  E.  I.  et  al. 
case  10982;  coal  (60  1.  C.  C..  683-686).  Apri 
2.  p.  703. 

El  Paso  and  related  points;  proposed  in- 
creased rates  from  and  to;  I.  and  S.  1291 
(61  I.  C.  C.,  689-692).  June  4,  p.  1187 

Emerson-Brantingham  Co.  et  al.  vs.  Direc- 
tor General,  A.,  T.  &  S.  F.  et  al.;  case 
11371;  refined  petroleum,  crude  fuel  and 
gas  oils  (62  I.  C.  C.,  18-21).  June  18.  p. 
1291. 

Empire  Cotton  Oil  Co.  vs.  C.  &  L.  et  al. 
<-as.-  11381;  cottonseed  (60  I.  C.  C.,  661-662) 
April  2.  p.  703. 

Empire  Cotton  Oil  Co.  vs.  N.  C.  &  St.  L.; 
case  11500;  cottonseed  (60  I.  C.  C.,  505- 
506).  Mch.  26,  p.  653. 

Empire  Refineries,  Inc..  vs.  A.  T.  &  S.  F.  et 
al.;  case  11180;  kerosene  (60  I.  C.  C.,  379- 
380).  March  5,  p.  486. 

Empress   Coal   Co.    vs.    Ore. -Wash.    R.    R. 
Nav.  Co.  et  al.:  case  9177;  coal  (591.  C.  C., 
738-750).     Jan.  20,  p.  222. 

Everybody's  Mercantile  Co.  vs.  C.  &  N.  W. 
et  al.;  case  11320;  parts  of  fourth  sect.  ap. 
1766;  sugar  (60  I.  C.  C.,  143-144).  Feb.  12, 
p.  321. 

Express  contract,  1920;  ex  parte  76  (59  I. 
C.  C..  518-532).  Upon  petition  for  ap- 
proval of  a  proposed  contract  between 
the  American  Railway  Express  Company 
and  common  carriers  by  rail  over  the 
lines  of  which  it  conducts  or  may  con- 
duct transportation  by  express.  Held: 
That  the  relations  and  arrangements  pro- 
posed, in  so  far  as  they  are  embraced 
within  the  provisions  ot  section  5,  para- 
graph (1)  of  the  interstate  commerce  act 
are  in  the  interest  of  better  service  to 
the  public  and  will  not  unduly  restrain 
competition.  Jan.  1,  p.  11. 

Farmers  Fuel  Co.  vs.  C.  &  A.  et  al. ;  case 
11319:  coal  (60  I.  C.  C.,  715-718).  April  2, 
p.  702. 

Federal  Oil  and  Supply  Co.  vs.  C.  M.  &  St. 
P.  et  al.;  case  11054;  steam  cylinder  stock 
(60  I.  C.  C..  185-187).  March  5,  p.  485. 

Fish,  oil,  carloads,  St.  Mary's,  Ga.,  to  Ohio 
and  Mississippi  River  Crossings;  I.  and  S. 
1256;  also  1.  and  S.  1271.  same  to  Balti- 
more, Boston,  New  York.  Philadelphia  and 
Providence  (60  I.  C.  C..  511-514).  Mch.  26, 
p.  651. 

Florida  rates,  fares  and  charges;  case  11861; 
in  re  intrastate  rates,  fares  and  charges 
of  A.  C.  L.  and  other  carriers  in  Florida 
(60  I.  C.  C..  551-563).  Mch.  19,  p.  596. 

Florida.  State  of,  Railroad  Commissioners 
vs.  A.  &  R.  et  al.;  case  10892;  citrus 
fruits  and  vegetables  (61  I.  C.  C.,  438-453). 
May  7,  p.  963. 

Fogarty,  E.  J.,  warden,  Indiana  State  Prison, 
vs.  111.  Cent,  et  al.;  case  11350;  sisal  (60 
I.  C.  C.,  267-268).  Feb.  19,  p.  385. 

Forest  products  from  points  in  N.  C.  and 
Va.  to  Norfolk  and  other  Va.  cities;  I. 
and  S.  1202  (59  I.  C.  C.,  579-584).  Jan. 
8.  p.  59. 

French  Lick  Springs  Hotel  Co.  vs.  A.  &  W. 
et  al.:  case  11361;  pluto  water  (60  I.  C.  C.. 
615-618).  April  2,  p.  702. 

Ft.  Worth:  absorption  of  switching  at;  I.  and 

5  1236  (61  I.  C.  C.,  73-76).     Mch.  19,  p.  595. 
Ft.  Dodge  Commercial  Club  vs.  C.  R.  &  I.  C. 

et  al. ;  case  11261;  class  rates  (60  I.  C.  C., 
224-231).  Feb.  19.  p.  384. 

Fuel  wood,  pulp  wood  and  wood  bolts  be- 
tween North  Pacific  coast  points;  I.  and  S. 
1251  (61  I.  C.  C.,  159-164).  April  16,  p.  804. 

Fuller,  George  A.,  Co.  vs.  Atlantic  Coast 
Line,  Director  General  et  al. :  case  11432: 
boat  rudders  (61  I.  C.  C..  343-344).  April 
30.  p.  908. 

Hirth-Krause  Co.  va.  Director  General,  C., 
M.  &  SI.  P.  et  al.;  case  11223;  also  Sub. 
No.  1,  same  vs.  C.,  M.  &  St.  P.  et  al.; 
green  salted  hides  (61  I.  C.  C..  350-354) 
April  30,  p.  908. 

Gallon  Iron  Works  and  Mfg.  Co.  vs.  C.  C.  C. 

6  St.    L.    et-al. ;   case   10981:    culverts   and 
culvert  pipe*    (60  I.  C.   C.,   515-518).     Mch.  • 
26,  p.  653. 

Gateway     Produce    Co.,     Inc.     vs.     American 
Railway    Express    Co.    and    Director    Gen- 
<-ral:   case  11551;   cantaloupes   (61  I.   C.   C 
347-349).      April    30,    p.    911 

General  American  Oil  Co.  va.  B.  S.  L.  &  W 
et  al.;  case  11079:  kerosene  oil  (60  I.  C.  C., 
136-138).  Feb.  12.  p.  321. 

George,  W.  S.,  Pottery  Co.  vs.  A.  C.  L,.  et 
Hi.;  case  10523:  kaolin  clay  (60  I.  C.  C.. 
372-376).  March  5,  p.  483. 

Georgia  ratc-a.  fares  and  charges:  case  11915- 
n  re  Int  mutate  rates,  fares  and  charges 
of  A.  &  W.  P.  and  other  carriers  in 
Oeot-Kla  (60  I.  C.  C..  527-535).  Mch.  19. 
p.  596. 

Georgia  Show  Case  Co.  vs.  L.  &  N.  et  al.; 
case  11254:  marble  and  marble  tile  (59 
I.  C.  C.  543-544).  Jan.  15,  p.  116. 

Ginger  ale  from  Shreveport  to  and  between 

Tfe/??7Poin¥t«:  I-.and  s-  1215  (59  I.  C.  C., 
666-567).  Jan.  8,  p.  60. 


Glass    and    glassware    from    Oklahoma    and 
Texas;    I.    and    S.    1253    (61    I.    C.    C.,    733 
735).      June    4,    p.    1187. 

Goodman  Drilling  Co.  vs.  Ft.  W.  &  D.  C.  e 
al.;  case  11451;  oil  well  outfits,  etc.  (61  I 
C.  C.,  164-168).  April  23,  p.  865. 

Grain  and  flour  from  Missouri  River  points 
to  Duluth,  Minn.,  and  other  points;  I 
and  S.  1295  (61  I.  C.  C.,  307).  April  30 
p.  911. 

Grain  and  grain   products,   Chicago   to   Kan 
sas  City;   I.   and  S.    1242    (60  1.   C.  C.,   128- 
132).     Feb.    5,    p.    279. 

Grain  from  Mississippi  and  Missouri  Rive 
crossings  to  Arkansas;  I.  and  S.  1241  (6( 
I.  C.  C..  586-589).  Mch.  26,  p.  651. 

Grain  from  St.  Louis  to  Cincinnati  and 
Louisville;  I.  and  S.  1279;  also  11835,  Mer- 
chants Exchange  of  St.  Louis  vs.  B.  & 

0.  et    al.;    grain     (61    I.    C.     C.,    256-260) 
April   30,    p.    908. 

Grain;  minimum  weight  based  on  capacity  of 

car   ordered;   I.   S.   1227;   see   minimum. 
Grain  via  Indianapolis  from  T.   St.  L  &  W. 

1.  and   S.   1233    (59  I.   C.   C.,   733).     Jan.   29 
p.  222. 

Gi  eater  Belleville  Board  of  Trade  et  al.  vs. 
E.  St.  L.  &  Suburban;  case  11022;  pas- 
senger fares  (60  I.  C.  C.,  741-746).  Apri 

2.  p.   703. 

Greater  Des  Moines   Committee,    Inc.,   vs.   C. 

M.  &  St.  P.  et  al.;  case  11046;  flaxseed  (60 

I.  C.  C.,  403-410).     March  5,  p.  484. 
Great    Falls    Brick    and    Tile    Co.    vs.    C.,    B. 

&   Q.   et  al.;   case   11338;   brick,   etc.    (61  I. 

C.   C.,    178-182).     April  23,    p.   864. 
Griffith,    Richard,    et   al.    vs.    Cortez   H.    Jen- 
nings   et   al. ;    case    11049;    road   a    common 

carrier    (60  I.    C.    C.,    232-236).      Feb.   19,    p. 

384. 
Handling  charges  at  Louisiana  ports;  I.  and 

S.    1293    (61    I.    C.    C.,    379-384).      April    30, 

p.    908. 
Harlan   County  Coal   Operators   Assn.   vs.   L. 

&    N.    et    al.;    case    11559;    coal    (61    I.    C. 

C.,    394-396).      April   30,    p.    910. 
Harlem    Feed    ana    Grocery    Co.    vs.    L.    V.; 

case  10763;   storage  on  grain  and  products 

(60   I.   O.   C.,   652-654).     April   2,    p.    703. 
Harris    Bros.    Co.    vs.    P.    R.    R. ;    case    11267; 

locomotives  (60  I.  C.  C.,  428-430).     March  5, 

p.   484. 
Hawkins,    S.    J.,    doing    business    under    the 

name  of  the   Rupert  Milling  Co.   et   al.   vs. 

0.  S.  L.  et  al.;  case  11212;  hay  (60  I.  C.  C. 
188-190).     March  5,   p.   485. 

Hawkins,    S.   J.,    vs.    Ore.    Short   Line   et   al. ; 

case    11213;    car    distribution    (59    I.    C.    C., 

730-732).     Feb.  5,  p.  280. 
Hawkins,    S.    J.,    doing    business    under    the 

name    of    Rupert    Milling    Co.    and    S.    J. 

Hawkins   vs.    O.    S.    L.    et   al.;    case    11211; 

potatoes,     alfalfa    meal    and    bags     (61     I. 

C.    C.,    475-478).      May    7,    p.    965. 
Henderson   Lumber   Co.    vs.    B.    &    O.    et   al  ; 

case  11509;  pit  posts   (60  I.  C.   C.,   159-161). 

Feb.   12,   p.   324. 
Hewitt-Lea-Funck  Co.  vs.  Ore.-Wash.  R    R. 

&  Nav.    Co.   et  al.;   case   11583;   lumber   (61 

1.  C.   C.,   49-50).     April   9,   p.   759. 

Hines,  Edward,  Lumber  Co.  et  al  vs  B  & 
O.  et  al.;  case  10756;  lumber  (60  I  C  C, 
590-595;.  April  2,  p.  702. 

Hobart  Mill  and  Elevator  Co.  et  al.  vs. 
St.  L.-S.  F. ;  case  11441;  grain  car  dis- 
tribution (61  I.  C.  C.,  192-194).  April  23, 
p.  863. 

Holly  Ridge  Lumber  Co.  vs.  Mo.  Pac.;  case 
11063;  switching  (60  I.  C.  C.  120-122) 
Feb.  12,  p.  321. 

Holmes  &  Hallowell  Co.  vs.  G.  N.  et  al.;  case 
6194;    Aberdeen,    S.    D.,    Commercial    Club 
Traffic    Bureau    vs.    Same;    case    7895    and 
numerous   other   cases;    coal    (60   I.    C     C 
687-714).     April  9,  p.  757. 

Hord  Alkali  Products  Co.  et  al.  vs  C  B  & 
Q.;  case  11152;  coal  (59  I.  C.  O.,  574-577). 
Jan.  15,  p.  116. 

Illiff-Bruff  Chemical  Co.  vs.  C.  &  E  1  et  al  • 
case  11161;  sulphuric  acid  (60  I.  C  C  720- 
722).  April  9,  p.  758. 

Illinois;  in  re  intrastate  rates  within  the 
state  of  Illinois;  case  11703;  certain  rates 
and  charges,  for  freight  services  and 
transportation  of  milk  and  cream,  re- 
quired by  state  authority  to  be  main- 
tained by  the  respondent  carriers  within 
the  State  of  Illinois,  found  to  be  lower 
than  the  corresponding  rates  and  charges 
authorized  in  Ex  Parte  74,  Increased 
Rates,  1920,  58  I.  C.  C.,  220  and  302  and 
to  be  unduly  preferential  of  intrastate 
traffic  and  shippers  and  of  localities 
within  the  state,  unduly  prejudicial  to 
nterstate  traffic  and  shippers  and  to 
localities  outside  the  state,  and  unduly 
unjustly  and  unreasonably  to  discriminate 
against  Interstate  commerce.  (60  I  C  C 
92-104).  Feb.  5.  p.  275.  ' 

Illinois  Northern  Ry.;  secoid  industrial 
railways  case;  No.  4181;  in  re  allowances 
to  short  lines  of  railroads  serving  in- 
dustries; I.  and  3.  414;  cancellation  of 
-ates  in  connection  with  small  lines  by 
carriers  in  Official  Classification  territory 
<G1  I.  C.  C.,  629-636).  June  4,  p.  118S 

Illinois  Zinc  Co.   et  al.   vs.   Mo.   Pac.   et  al  ; 

S55iTK  86?  °~  <tt  l.-ft  ^  •"*>• 

Indianapolis  Chamber  of  Commerce  et  al. 
vs.  c.  C.  C.  &  St.  L.  et  al.;  case  9308;  cat- 


tle  and   hogs    (60  I.    C.   C.,   67-77).   Jan.    29, 
p.   223. 

Indiana  state  prison  vs.  III.  Cent,  et  al.; 
see  Fogarty. 

Indiana  rates,  fares  and  charges;  case 
11894;  in  re  rates,  fares  and  charges  ap- 
plicable between  points  in  Indiana.  1. 
Rates,  fares  and  charges  fixed  by  the 
Public  Utilities  Commission  of  Indiana  for 
intrastate  application  in  Indiana,  except 
rates  on  coal  for  distances  of  30  miles 
and  less,  found  to  subject  persons  and 
localities  outside  the  state  to  undue  prej- 
udice and  disadvantage  and  to  result  in 
unjust  discrimination  against  irterstate 
commerce.  2.  Fares  and  charges  pre- 
scribed which  will  remove  such  prejudice 
and  discrimination.  (60  I.  C.  C.,  337-349). 
Feb.  19,  p.  379. 

Indian  Refining  Co.,  Inc.,  vs.  C.  C.  C.  &  St. 
L.  et  al.;  case  11498;  parts  of  fourth  sect. 
aps.  2043,  2045,  1833;  petroleum  gas  oil  (60 
I.  C.  C.,  438-440).  March  5,  p.  486. 

Ingram-Day  Lumber  Co.  vs.  L.  and  N.  et 
al.;  case  11844;  lumber  (62  I.  C.  C.,  47- 
48).  June  25,  p.  1340. 

Inland  Steel  Co.  et  al.  vs.  A.  T.  &  S.  F. 
et  al.  ;  case  10595;  iron  and  steel  articles 
(60  I.  C.  C..  640-642).  April  2,  p.  701. 

Inman-Poulsen  Lumber  Co.  et  al.  vs.  S. 
P.  et  al.  ;  case  8118;  also  9364,  same  vs. 
same;  lumber  (61  I.  C.  C.,  185-191).  April 
23,  p.  863. 

Interior  Lumber  Co.  vs.  Director  General, 
Boyne  City,  Gaylord  &  Alpena  R.  R.;  hem- 
lock lumber  (61  I.  C.  C.,  661-662).  June 
4,  p.  1189. 

Intermediate  Rate  Association  vs.  A.  &  R. 
et  al.  ;  case  10826  ;  rates  from  east  of 
Rockies  to  intermountain  country  (61  I.  C. 
C..  226-255).  April  30,  p.  907. 

International  Agricultural  Corp.  et  al.  vs.  S. 
A.  L.  et  al.;  case  10862;  fuel  oil  (60  I.  C.  C.. 
726-732).  April  9,  p.  756. 

Interstate     Cottonseed     Crushers'     Assn.     vs. 

A.  &  V.  et  al.;  case  10970;  also  9236,  Orien- 
tal   Textile   Mills   vs.    A.    &   V.    et    al.,    and 
15th  sect.  ap.  7086;  'hair,  wool,  cotton  press 
cloth  (61  I.  C.  C.,  1-9).     April  9,  p.  757. 

Iowa  passenger  fares  and  charges;  case 
11761;  in  re  intrastate  fares  and  charges 
of  the  C.  &  N.  W.  and  other  carriers  in 
Iowa  (60  I.  C.  C.,  55-60,1.  Jan.  29,  p.  221. 

Iron  and  steel  articles  from  Galveston  and 
Houston  Jo  La.;  I.  and  S.  1254.  April  9,  p. 
757. 

Iron  or  Steel  Bolts,  Less  than  Carload,  from 
Kansas  City,  Mo.,  to  Texas  points;  I. 
and  S.  1302  (G2  I.  C.  C.,  9-11).  June  IS, 
p.  1293. 

Iron  poles,  pipes  and  connections  between 
Mississippi  River  crossings  and  Iowa 
points;  I.  and  S.  128T  (61  I.  C.  C.,  530- 
534).  May  21,  p.  1065. 

Jarecki   Chemical   Co.    vs.    Director   General, 

B.  &  O.  et  al.  ;  case  113G8;  nitrate  of  soda 
(61  I.   C.   C.,    692-694).     June   11,   p.    1245. 

Johns,  H.  W.,  Manville  Co.  vs.  La.  South- 
ern et  al.;  case  11171;  liquid  asphalt  (61 
I.  C.  C..  420-423).  April  30,  p.  911. 

Jones  and  Laughlin  Steel  Co.  vs.  A.  &  S.  et 
al.  ;  case  11134;  road  a  common  carrier  (60 
I.  C.  C.,  325-332).  Feb.  26,  p.  435. 

Kalamazoo  Tank  and  Silo  Co.  vs.  C.  &  N. 
W.  et  al.  ;  case  11006;  storage  on  building 
tile  (60  I.  C.  C.,  418-420).  March  5,  p.  486. 

Kansas  Flour  Mills  Co.  vs.  A.,  T.  &  S.  F. 
et  al.;  case  10954;  also  sub.  No.  1,  si  me 
vs.  same;  coal  (59  I.  C.  C.,  557-55S).  Jin 
S,  p.  60. 

Keeler  Lumber  and  Fuel  Co.   vs.   C.  C    C    & 

St.  L.   et  al.;  case  11056;   coal    (60  I.   C.   C., 

199-201).     Feb.   19.   p.  386. 
Kelsey  Wheel  Co.,  Inc.,  vs.  Y.  &  M.  V.  et  al.: 

case  11389;  club-turned  spokes   (61  I.  C.  C. 

88-91).     April  16,  p.   806. 
King  Powder  Co.   et  al.   vs.   B.   &  O.   et  al  ; 

case   11680;    nitrate    of   soda    (61    I.    C     C  , 

459-460).      May    7,    p.    965. 
Kingsport   Pulp   Corporation   vs.    C.    C.    &    O. 

et   al.;    case    11293:    chloride   of   lime    (59   I. 

C.  C..   723-724).     Jan.   29,  p.   222. 

Kirk,  James  S.,  &  Co.  vs.  C.  &  N.  W.  ;  case 
11166;  demurrage  tariffs  and  practices  (60 
I.  C.  C.,  491-494).  March  12.  p.  549. 

Kurth  Malting  Co.  vs.  G.  N.  et  al.  :  case 
11108;  barley  malt  (60  I.  C.  C.,  114-115). 

La  Cros'se,'  wis.  Chamber  of  Commerce 
Traffic  Bureau  vs.  Ann  Arbor  et  al.;  case 
11325;  class  rates  (61  I.  C.  C,  289-295). 
April  30,  p.  909. 

Lake  Park  Refining  Co.  vs.  C.  M.  &  St.  P. 
et  al.;  case  10555;  petroleum  fuel  oil  (60 
I.  C.  C.,  381-383).  March  5,  p.  483 

Lake  Superior  Paper  Co.,  Ltd.  et  al.  vs. 
Director  General,  Ahnapee  &  Western  et 
al.;  case  11028;  newsprint  paper  (61  I. 
C.  C.,  709-718).  June  11,  p.  1244. 

Lane,  Chas.  E.,  Co.  vs.  Norfolk  Southern: 
case  11204;  oak  ties  (59  I.  C.  C.,  715-716). 
J  ''iii,  29,  p.  223. 

Lee  Hardware  Co.  vs.  A.   T    &   S    F    et  al  • 

' 


ra.     Feb    5  m  '      >       " 

Lehigh    Portland    Cement    Co.    vs.    Midland 

Continental   et  al.;   case  10422;   cement   (61 

I.    C.    C.,    613-622).      June    4,    p.    1188 
Leo-Greenwald  Vinegar  Co.  vs.  A.  T    &  S  F. 

et  al.;  case  11111;  apples   (59  I.  C.  C.,   635- 

639).     Jan.  22.  p.   163. 
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Llelieiman.   .1.    I...    ft   al.   v*.   C.    &   N.   W.   et 
•P    iron    <B9    I.    C.    C., 

100).       .l:ill.     1">.     P.     11H. 
l.i.  berniall.   .1.    I...    IIMII    CO     vs.    \Valia.sh   et   al.J 

case    In7:i2;    si-iap    ii"ii    and    iron    minings 

if. I    I.   C.   C.    -l    '•"•'•        \pril  I,    I>.  765. 
I. Mm   foal  Co.   vs.    rtnh   Hy.   (•».   et   ill.:   case 
also  fifteenth  si  •  i     app.   of  Utah  Hy. 
coal    (60    I.    C.    C..    G74-tiS2).      April    2, 

l>.    ' 

Lithopone  .-mil  zinc  oxide  between  West- 
rnmk  Line  points:  I.  and  S.  1264  (61 

I.    l'.    C.,    20X-210).      April    23,    p.    861. 
I  .it  1 1.-    Cnli.-ili.-i    Coal    Co.    vs.    Director    Gen- 

eral:  17;    <-oal    (61   1.   C.   C.,   663). 

June    I.    p.    1189. 

l.itllr    Fork    Cn.-il    Co.    vs.    Eastern    Ky.    Ry. 
HinTl :  coal  (59  I.  C.  C.,  693- 

i;:ixi.      Feb.   5,    p.   279. 
I. he     1'oultry     :nnl     p-iiiA      Shippers'     Trallic 

Assn.   vs.    A.   T.   &   S.    !•'.   1-1    :il.:  case  11011: 

live  poultry   (60   1.   C.   C.,   284-289).     Feb.  19. 

p. 
l.ivesiork    loading    and    unloading  charges:   I. 

anil     S.     i:inl     and    1312:    live    stock    (61    I. 

C.    ''..    223-226).      April   30.    p.    909. 

taw,    between   Mich,   and  Wis.   points; 

s..,.     saw     logs. 

Ix»gs  from  HaltimoTv.  Mich,  to  Oconto  and 
.  Wis.:  I.  and  S.  1268  (61  I.  C.  C., 
19).  May  7.  p.  965. 

Louisiana  rates,  fares  and  charges;  case 
'•:  in  re  intrastate  rates,  fares  and 

(liaises   of   Morgan's   La.    &   Tex.    R.    R.    & 

S.    S.    Co.    and    other   carriers   in   Louisiana 

(60  I.  C.  C..  4G7-485).     March  12.  p.  547. 
Lowry  Lumber  Co.  vs.  Southern  et  al. ;  case 

10681;     also    10688    and     10689,      same      vs. 

same:    demurrage    on    lumber      (59    I.    C. 

C..    510-5in.      Jan.    8,    p.    60. 
Lowry   Lumber  Co.   vs.   B.   &  M.   et  al. ;  case 

II  in.',;  lumber  (60  I.   C.  C.,  739-740).     April 

9.   p.  758. 
l.uury    Lumber   Co.    vs.    N.    Y.    N.    H.    &    H. 

•  •I  al. :   case  11315;  also  No.  11315   (Sub.  No. 

1).    Same    vs.    New    York,    New    Haven    & 

Hartford    R.   R.   Co.   et  al.:   No.   11315   (Sub. 

No.   2).   Same  vs.   New  York  Central  R.  R. 

Co.    et    al. :    No.    11315    (Sub.    No.    3),    Same 

vs.     New    York,    New    Haven    &    Hartford 

R.    K.   Co.    i-t    al;   lumber   (60  I.   C.  C.,   718- 

719).     April   2,  p.   702. 
I.owry  Lumber  Co.  vs.  111.  Cent,  et  al. ;  case 

10818;    lumber   (59   I.   C.   C.,   758-760).     Feb. 

5.    p.    2X1. 
I-owry    Lumber   Co.    vs.    N.    T.    N.    H.    &    H. 

.t   al.;  case  1118:  lumber  (59  I.  C.  C.,  709- 

7111).     .Ian.  29.  p.  223. 
Lucas.    John,    &    Co..    Inc.,    vs.    A.    C.    et   al.; 

case  11200:   lumber,  tile,   slate   (59  I.  C.  C., 

713-714).     Feb.   5,   p.  281. 
Ludlow    Manufacturing   Associates   vs.    B.    & 

A.;    case   11280;   jute   and   jute   butts    (60   I. 

C.  C.,  441-442).     March  12,  p.  549. 
Lukens   Steel    Co.    vs.    P.    R.    R. ;    case    11100: 

also  sub.   No.   1.   Same  vs.   B.   &  O.   et  al.; 

fluorspar    (59    I.    C.    C.,    707-708).      Jan.    29, 

p.   222. 
MaKiiire    &    Co.    vs.    Director-General,    L.    & 

N.    et    al.;    case    11734:    hay    (61    I.    C.    C., 

658-660).     June  4,  p.   1187. 
Manufacturers'    Export    Clearing    House    vs. 

Director    General:    case    11668:    pineapples 

(61   I.  C.  C..  85-86).     April  9.   p.   759. 
Marshall-Young   Co.    vs.    Midland    Valley    et 

al. ;    case    11420;    returned    beer    substitute 

curriers    (61   I.    C.    C.,    61-63).      April   16,    p. 

806. 
.Mi-Cloud    River    Railroad    Co.    vs.    O.    S.    L.: 

case    11135:    turntable   misrouted    (59   I.   C. 

('.   r>39-540).     Jan.   15.   p.    116. 
Mi  Donald.   J.  G.,  Chocolate  Co.   vs.   Cent,   of 

Ga.  et  al.;  case  11397;  also  10857,  Same  vs. 

Pa.  R.  R.  et  al.;  cocoa  butter  (61  I.  C.  C., 

113-116).     April    16,   p.    806. 
Meats,     fresh     meats    and     dressed      poultry 

from    Ohio    River    crossings    to    southeast- 
ern   points:    I.    and    S.    1298    (61    I.    C.    C.. 

610-612).      May    21,    p.    1065. 
Meats,    fresh   and   salted,    between   points   In 

Florida:    I.    and    S.    1278    (61    I.    C.    C.,    461- 

466).       May    7.    p.    965. 

Memphis    Freight    Bureau   vs.    Director  Gen- 
eral;  case   11470;   parts  of  fourth  sect,   aps. 

799,  1548,  2138:  cotton  (61  I.  C.  C.,  125-127). 

April  16,  p.  803. 
Memphis     Freight     Bureau,     for     Blumenfeld 

Co.,   Inc.,  vs.   Director  General;  case  11457; 

mussel  shells  (60  I.  C.  C.,  431-432).     March 

5,  p.  486. 
Merchant     Shipbuilding    Corporation,     agent, 

U.    S.     Shipping    Board     Emergency    Fleet 

Corporation,     vs.     Pa.     R.    R. ;    case    11771; 

spotting  (61  I.  C.   C..  214-218).     April  23,  p. 

M;:,. 
Meridian   Traffic    Bureau   et  al.    vs.    A.   &    V. 

i-t    a  I.:   case   11363:   blackstrap  molasses   (60 

I.   <".    C..   549-550).     April  2.  p.   702. 
Meridian  Traffic  Bureau  vs.   Southern  et  al. : 

ease  iifif.n:  class  and  commodity  (60  I.  C.  C., 

5-51).     Jan.  29.   p.  219. 
Meron.    L.     A.,    vs.    Director    General:    case 

11904:    sand    (60    I.    C.    C.,    725).      April    2, 

p.    702. 
Mexican    Petroleum    Corporation    of    La.    vs. 

Ind.    Harbor  Belt  et  al. ;   case   11276:   parts 

of    fourth    sect,    aps    2043,    2045,    1606;    sul- 
phuric acid   in   tank  cars   (59  I.  C.  C.,  645- 

546).     Jan.  15,  p.  115. 
Miami     Copper    Co.     v.s.      Director     General. 

Arizona-Eastern     et     al. ;     case     11283     (62 

I.    C.    C..    35-38).      June    18,    p.    1292. 


Michigan  r  Fares;  in  re  Intrastate 

fares  of  .MIchlK'in  Ceiilni I  It.  It.  and  other 
carriers  in  state  of  Michigan;  case  11762 
(60  I.  C.  C.,  245-249).  Feb.  12.  p.  322. 

Mich.  Paper  Mills  Trnlllc  As»n.  ct  al.  vs. 
A.  T.  &  S.  !•'.  et  al.:  case  9987:  paper  (59 
i.  c.  c..  i;  ian.  22.  P.  ir.r,. 

Midland  ItetininK  Co.  vs.  Mo.  Pac.:  case 
11278;  sulphuric  acid  (60  I.  C.  C..  125-127). 
Feb.  :..  p.  278. 

Miller.  L.  II..  vs.  N.  P.:  case  10751;  logs  (60 
I.  C.  C.,  162-165).  Feb.  12,  p.  322. 

Millsnps  Cotton  Company  vs.  Director  Gen- 
eral and  Vlcksburg.  Shreveport  &  Pacific; 
case  11678;  also  No.  11679,  same  vs. 
Director  General,  V.  S.  &  P.  et  al.:  rules 
for  reshlpplng  cotton  (62  I.  C.  C.,  26-27). 
June  18.  p.  12IH. 

Minn  and  Ont.  Paper  Co.  vs.  B.  &  O.  Chi- 
cago Terminal  et  al. ;  case  11330;  salt  cake 
(61  I.  C.  C.,  403-405).  April  30.  p.  Oil. 

Minimum  charges  on  less-than-carload  ship- 
ments; I.  and  S.  1322  (61  I.  C.  C.,  727-728). 
June  11.  D.  1245. 

Minimum  weight  on  grain  based  on  capac- 
ity of  car  ordered;  I.  and  S.  1227  (60  I.  C. 
C..  318-320).  Feb.  19.  p.  386. 

Minnesota  fares  and  charges;  in  re  Intra- 
state fares  and  charges  of  the  C.,  B.  & 
Q.  and  other  carriers  between  points  In 
Minnesota;  case  11776  (59  I.  C.  C.,  502- 
507).  Jan.  1.  p.  11. 

Monsanto  Chemical  Works  vs.  Pa.  R.  R. 
et  al.;  case  11433;  also  Sub.  No.  1,  same 
vs.  N.  Y.  C.  et  al. :  imported  nitrate  of 
soda  (61  I.  C.  C.,  399-400).  April  30,  p. 
911. 

Montana  rates  and  fares;  In  re  intrastate 
rates  and  fares  of  the  C.,  B.  &  Q..  and 
other  carriers  in  Montana;  case  11860  (61 
I.  C.  C.,  500-503).  May  14.  p.  1011. 

Montana  rates  and  fares;  in  re  intrastate 
rates  and  fares  of  the  C.  B.  &  Q.  and  other 
carriers  in  state  of  Montana;  case  11860 
(60.1.  C.  C.,  61-66).  Jan.  29,  p.  221. 

Montgomery,  Ala..  Chamber  of  Commerce 
et  al.  vs.  A.  &  W.  P.  et  al.;  case  10867; 
also  10890,  Dothan  Chamber  of  Commerce 
et  al.  vs.  Same,  and  portions  of  fourth 
section  applications  458.  602,  703,  799.  1021, 
1024,  1530,  1548,  1625,  1952.  2043,  2045,  2138 
and  3965:  corn  syrup  or  glucose  (60  I.  C. 
C..  203-209).  Feb.  19,  p.  386. 

Moreland  Motor  Truck  Co.  vs.  C.  M.  &  St. 
P.  et  al. ;  case  11312;  steel  channels  (60  I. 
C.  C.,  179-181).  Feb.  12,  p.  321. 

Morrell,  John,  &  Co.  vs.  C.  B.  &  Q.  et  al. ; 
case  9355;  packing  house  products  (61  I. 
C.  C.,  153-158).  April  16,  p.  803. 

Mount  Hood  R.  R.  Co.  vs.  Ore. -Wash.  R.  R. 
&  Nav.  Co.;  case  10832;  demurrage  (60 
I.  C.  C..  116-119).  Feb.  5.  p.  280. 

Mulkey  Salt  Co.  vs.  Director  General,  Wa- 
bash  et  al.:  case  11611;  salt  (61  I.  C.  C., 
669-670).  June  4,  p.  1189. 

Murray  &  Layne  Co.  vs.  S.  P.:  case  11014: 
fresh  fruits  and  vegetables  (59  I.  C.  C., 
552-554).  Jan.  15.  p.  117. 

Nashville  and  related  points;  rates  to  and 
from;  I.  S.  1261  and  1286  (61  I.  C.  C.,  308- 
337).  April  16,  p.  806. 

Nason  Coal  Co.  vs.  C.  C.  C.  &  St.  L.  et  al.; 
case  10920;  coal  (60  I.  C.  C.,  214-216).  Feb. 
19,  p.  386. 

Natchez;  cancellation  of  rates  from,  and 
Vidalia  to  Chicago:  see  cancellation. 

Natchez  Chamber  of  Commerce  vs.  111.  Cent, 
et  al. ;  case  10861;  charge  for  loading  and 
unloading  into  warehouses  (60  I.  C.  C., 
397-402).  March  5,  p.  484. 

Natchez  Chamber  of  Commerce  vs.  La.  & 
Ark.  et  al. :  case  11407;  passenger  service 
(59  I.  C.  C..  678-684).  Jan.  22,  p.  166. 

National  Asbestos  Mfg.  Co.  vs.  C.  R.  R.  of 
N.  J.:  case  11594;  asphaJtum  (61  I.  C.  C., 
54-55).  April  9,  p.  759. 

National  Box  Co.  vs.  Missouri  Pacific:  case 
11676;  train  service  (61  I.  C.  C.,  211-213). 
April  30.  p.  911. 

National  Fireproofing  Co.  vs.  P.  R.  R.  et  al.: 
case  11264;  coal  (59  I.  C.  C.,  673-677).  Jan. 
22.  p.  165. 

National  Fireproofing  Co.  vs.  P.  Co.  et  al. ; 
case  11169;  also  sub.  No.  1,  Same  vs.  P. 
C.  and  Y.  et  al.;  coal  (62  I.  C.  C.,  49- 
55).  June  25,  p.  1340. 

National  Industrial  Traffic  League  vs.  A. 
&  R.  et  al. :  case  11545;  liability  clause  in 
sidetrack  agreement  (61  I.  C.  C.,  120-125). 
April  23.  p.  860. 

National  Spring  and  Wire  Co.  et  al.  vs. 
G.  R.  I.  et  al. :  case  11020:  absorption  of 
switching  (60  I.  C.  C..  564-568).  Mch.  26. 
p.  652. 

National  Tube  Co.  vs.  P..  C..  &  St.  L.  et 
al.:  case  10174:  also  10174  (Sub.  No.  1), 
Same  vs.  Pennsylvania  R.  R.  et  al. :  10174 
Sub.  No.  2),  Carnegie  Steel  Co.  vs.  Penn- 
sylvania R.  R.  Co.  (Western  Lines)  et 
al.;  10174  (Sub.  No.  3),  American  Sheet 
and  Tin  Plate  Co.  vs.  Pennsylvania  R. 
R.  et  al.;  10174  (Sub.  No.  4),  American 
Steel  and  Wire  Co.  vs.  Pennsylvania  R. 
R.  (Western  Lines)  et  al. ;  determination 
of  common  carriers  (61  I.  C.  C.,  590-601). 
May  28.  p.  1125. 

Nebraska  rates,  fares  and  charges:  case 
11829:  In  re  intrastate  rates,  fares  and 
charges  of  the  1T.  P.  and  other  carriers  in 
Nebraska  (60  I.  C.  C.,  305-314).  Feb.  19, 
p.  382. 

Nestle's  Food  Co.,  Inc.  vs.  Mobile  &  Ohio 
et  al.;  case  11403;  evaporated  milk  (61 
I.  C.  C.,  695-697).  June  11,  p.  1243. 


Nevada  Consolidated  Copper  Co.  vs.  Blng- 
liam  &  Qarfleld  Railway,  Director  Gen- 
eral, et  al.;  case  11613:  also  11517,  K 
vs.  Nevada  Northern  Hallway  and  Direc- 
tor General;  nitre  cake  (62  I.  C.  C.,  22- 
25).  June  18,  p.  1292. 

Nevada  rates,  fares  and  charges:  case  No. 
11914;  In  re  intruxtatc  rates,  fares  and 
charges  of  8.  P.  and  oilier  can  lent  in  Ne- 
vada (60  I.  C.  C..  f,2:i-639).  Mch.  26,  p.  652. 

New  Jersey  Zinc  Co.  et  al.  vs.  A.,  T.  & 
S.  F.  et  al.;  case  10567;  sulphuric  acid 
and  chloride  of  zinc  (61  I.  C.  C.,  432-434). 
May  7.  p.  964. 

New  Orleans  Joint  Traffic  liurenu  et  al.  vs. 
111.  Cent,  et  al.:  case  11198:  blackstrap 
molasses  (59  I.  C.  C.,  601).  Jan.  15,  p. 
116. 

Newton  OH  Mill  vs.  A.  &  V.  et  al.;  case 
11332;  parts  of  fourth  sect.  aps.  601,  4218, 
4219  (60  I.  C.  C..  433-437).  March  5.  p.  486. 

Norfolk  Feed  Milling  Co.,  Inc.  vs.  Pa.  R. 
R.,  Director  General  et  al.;  case  11474; 
blackstrap  molasses  (61  J.  C.  C.,  738-739). 
June  11,  p.  1244. 

N.  Carolina  Corporation  Commission  vs.  A. 
C.  L.  et  al. ;  case  10500;  Raleigh  Cham- 
ber of  Commerce,  Inc.  et  al.  vs.  same; 
case  10515;  class  and  commodity  rates  be- 
tween Virginia  cities  and  North  Carolina 
points  (62  I.  C.  C.,  64-91).  June  25,  p. 
1339. 

N.  Carolina  fares  and  charges:  case  11828;  In 
re  Intrastate  fares  and  charges  of  A.  C.  L. 
and  other  carriers  in  N.  Carolina  (60  I.  C. 
C.,  362-371).  Feb.  26.  p.  435. 

Northern  Brokerage  Co.  vs.  C.  B.  &  Q.  et  al. : 
case  11328;  potatoes  (60  I.  C.  C.,  182-184). 
Feb.  19,  p.  386. 

Northern  Potato  Traffic  Assn.  vs.  B.  &  O.. 
Director  General  et  al.;  case  11163;  also 
11164.  Same  vs.  A.,  T.  &  S.  F..  Director 
General  et  al;  potatoes  (61  I.  C.  C.,  680- 
688).  June  4,  p.  1187. 

Northern  W.  Va.  Coal  Operators'  Assn.  vs. 
P.  R.  R.  et  al.:  case  6696:  distribution  of 
coal  cars  (60  I.  C.  C.  569-575).  April  2. 
p.  699. 

North  Dakota  rates,  fares  and  charges:  in 
re  intrastate  rates,  fares  and  charges  of 
C.,  M.  &  St.  P.  and  other  carriers  in 
North  Dakota;  case  12085  (61  I.  C.  C.. 
504-514).  May  14,  p.  1011. 

North  Vernon  Lumber  Co.  et  .•>!.  vs.  Illinois 
Central,  Director  General  et  al. ;  case 
10976;  hardwood  logs  (61  I.  C.  C.,  355- 
362).  April  30,  p.  909. 

Odell-Daly  Material  Co.  vs.  Director  Gen- 
eral, A.,  T.  &  S.  F.  et  al:  case  11343: 
glass  sand  (62  I.  C.  C.,  12-13).  June  18, 
p.  1292. 

Odell-Daly  Material  Co.  vs.-  Mo.  Pac.  et  al.; 
case  11342;  silica  sand  (60  I.  C.  C..  737-738). 
April  9,  p.  758. 

Ohio  Cities  Gas  Co.  vs.  C.  R.  R.  of  N.  J. 
et  al.;  case  11195:  sulphuric  or  sludge  acid 
(59  I.  C.  C.,  541-542).  Jan.  15.  p.  116. 

Ohio  rates,  fares  and  charges:  case  11830: 
in  re  passenger  and  Pullman  fares,  charges 
for  excess  baggage  and  rates  on  milk  and 
cream  applicable  between  points  In  Ohio 
(60  I.  C.  O..  78-84).  Jan.  29,  p.  221. 

Oklahoma  Petroleum  and  Gasoline  Co.  vs. 
A.  T.  &  S.  F.  et  al.:  case  10590:  also  10647. 
Cosden  &  Co.  et  al.  vs.  A.  C.  &  Y.  et  al. : 
caustic  soda  (60  I.  O.  C..  750-756).  April  2. 
p.  699. 

Oklahoma  Producing  and  Refining  Corp.  of 
America  vs.  C.  &  E.  I.  et  al.;  case  10848; 
petroleum  and  products  (60  I.  C.  C.,  255- 
257).  Feb.  19,  p.  385. 

Oyler,  Charles  C.  &  Son,  vs.  Am.  Ry.  Ex- 
press Co.;  case  11205;  strawberries  (59 
I.  C.  C.,  656-658).  Jan.  22.  p.  165. 

Ozark  Refining  Co.  et  al.  vs.  C.  R.  I.  &  P. 
et  al.:  case  11277;  crude  oil  (59  I.  C.  C.. 
720-722).  Jan.  29,  p.  223. 

Parkersburg  Rig  and  Reel  Co.  vs.  A.  T.  & 
S.  F.  et  al.;  case  11298:  part  of  fourth 
sect.  ap.  700;  bull  wheel  arms,  cants  and 
pins,  wooden  tanks  and  material  (59 
I.  O.  C.,  751-754).  Feb.  5.  p.  281. 

Parkersburg  Rig  and  Reel  Co.  vs.  A.  T.  & 
S.  F.  et  al.:  case  11292:  nails  (59  I.  C.  C.. 
563-565).  Jan.  15.  p.  115. 

Paris,     S.     C. ;     switching      absorption;      see 
switching. 
I.    C.    C.,    685).      Jan.    22.    p.    163. 

Parlor  City  Lumber  Co.  vs.  V..  S.  &  P. 
et  al.;  case  11698:  wall  board  (61  I.  C. 
C..  203-204).  April  23,  p.  863. 

Pearson.  J.  M.,  vs.  M.  K.  &  T.  of  Tex.  et  al. : 
case  11447:  crushed  stone  (60  I.  C.  C..  619- 
620).  April  2.  p.  702. 

Peerless  Portland  Cement  Co.  vs.  Mich. 
Cent.:  case  11209:  wet  marl  (61  I.  C.  C., 
169-172).  April  16,  p.  806. 

Penick  &  Ford.  Ltd.,  vs.  T.  &  P.  et  al.;  case 
10813:  demurrage  (61  I.  C.  C..  173-177). 
April  23.  p.  864. 

Perry  Co.  Coal  Corporation  et  al.  vs.  111. 
Cent,  et  al.;  case  11124:  coal  (60  I.  C.  C.. 
52-54).  Jan.  .29.  p.  222. 

Perry  Co.  Coal  Corp.  et  al.  vs.  111.  Cent, 
et  al.;  case  11190:  coal  (60  I.  C.  C..  250- 
254).  Feb.  19.  p.  383. 

Petroleum,  crude  oil  from  Kansas  and  Okla- 
homa to  Lacy  Station,  Pa.:  I.  and  S.  1208 
(59  I.  C.  C.,  618-532).  Jan.  1.  p.  11. 

Petroleum  oil  and  products  from  points  In 
Kansas,  Oklahoma  and  Missouri,  to  Chi- 
cago, Milwaukee  and  related  points:  I. 


INDEX  TO  THE  TRAFFIC  WORLD— JANUARY-JUNE,   1921 


and    S.    1201    (59    I.    C.    C.,    499-501).     Jan 
8.    p.    59. 

ivtjm-at  Co.  v*.  Director  General:  case  11476 
Iron  ore  (61  I.  C'.  C..  16-17).  April  9,  p 

PhclpN-Dodiie   Corporation   vs.    Ariz.    Eastern 
.•t  «!.;  ram-  11262:  roal  tar  (59  I.  C.  C.,  561 
562).     Jan.   15.  |-    1I.V 

I'll?  Iron  from  Southeastern  Points  to  Utah 
1.  and  S.  1299  (62  1.  C.  C..  7-8).  June  18 
p.  1291. 

Pittsburgh  Crucible  Steel  Co.  vs.  Pa.  R.  R 
et  al.:  i.-isi  llf,39;  limestone  (61  I.  C.  C. 
56-57).  April  9.  p.  759. 

Pittsburgh    Cni.-ilil.-    Steel    Co.    vs.    P.    R.    R 
Il"i37:     crude    dolomite     (6( 
I.   C.   C..   603-501).      Mrli.   2C.   p.   653. 

P.  &  W.  Va.  ft  al  vs.  p.  &  L.  E.  et  al. 
caae  105B2;  also  10552  (Sub.  No.  1),  Sam 
vs.  Bessemer  &  Lake  Erie  R.  R.  Co.  e 
al.:  10582  (Sub.  No.  2),  same  vs.  P.,  C 
C.  &  St.  L.  R.  R.  Co.  et  «!.:  10552  (Sub 
No.  3),  sumc  vs.  Baltimore  &  Ohio  R 
R.  Co.  et  aj.;  coal  division  (61  I.  C.  C. 
272-2S8).  April  23.  p.  S62. 

Plymouth  Coal  Co.  vs.  I>.  U  &  W  •  case 
4792.  Sub.  No.  1:  coal  (60  I.  C.  C.,  133-134) 

Portland  Traffic  and  Transportation  Assn 
et  al.  vs.  Ann  Arbor  et  al.  :  case  11083 
tank  and  silo  materials  (59  I.  C.  C  606- 
610).  Jan.  22,  p.  163. 

Postal    Telegraph    Cable    Co.     vs.     Western 

.l,nlonr.Tel-    °°--'    C88e    11131'    credit    prac- 

tice   (59   I.   C.   C..    512-517).      Jan.   8.   p.    59. 

Prairie  Pipe  Line  Co.  vs.  M.  K.  &  T    et  al  • 

P  '$8?  P'Pe  ('6°  '" 
168  <6°  L  C"  C" 


Prince-Johnson  Limestone  Co.  vs.  Director- 
General,  A..  T.  &  S.  F.  et  al.:  case  11148- 
S""he<l  rock  (61  j.  c  c  6o2.604).  May 

-V     P<     J  1  Jt>. 

Procter    &    Gamble    Distributing    Co.    et    al. 
.  Alabama  Central  Ry.  et  al.:  case  9297; 

mn1™?!"1    ?rasnln?    Powder    (61    I.    C.    C. 
700-708).      Juno    11.    p.    1244 

"£f.teri£.>GanibIe  Co'   V8'   Director  General; 
A^fni  o422:^anut  °"  <6°  '•  C-  c-  757-758)! 

-\prii    yt   p.    757. 

Procter  &  Gamble  Manufacturing  Co.  vs  Pa 

(60  i.'  c   r    nn-Ti  iV"™:prnU>ate   703S°da 
Procter  &  Gamble  Manufacturing  Co    vs    S 


447-448).     March  12,  p.  550 


rector    Gen- 


,  ..  r      e       i 

gasoline     (62    I.     C.    C.U-i 

Pullman    R.    R     Co.:    second    Industrial    rail- 

in'rt   {£?:    No'   A181'.111   re   allowance   to 
,n,i    4      of   railroad   serving   industries; 
1.    and    S.    414:    cancellation    of    rates 
connect  Ion    with    small    lines    by    carriers 
C    C     «#    Clarification    territory.      (61    I 

C.,   637-646).     June   4,    p    1188 
Quinton  Spelter  Co.   v».    Ft.    S    &   W    et  al  • 

v^Fort'sm.'.'h0*10^76  <Sub'  *"  "-Same 
10176  (S,,h  v  %  Western  et  al.,  and  No. 
111176  (Sub.  No.  2),  Same  vs.  Fort  Smith  & 

<n?*C    C   "ft  4^C  bricfi  claj   and  dobie* 

C..  43-4a).     April   16.  p.   805 
Rair-and-water    rat,-*    from      At  antic      sea- 


Redr  SrV?r  Yeast  and   Products  Co.    in  behalf 
of  Milwaukee  Vinegar  Co..  vs    C    &  N    W 
'M1:   ''"od  Wackstrap    (61 


Roberts  Cotton  OIl'Co.  vg;  St.  L.-S   F   et  al  • 

as?.  'gg^nr1  feo  '•  c  *•  •  »»-• 

Uoblnson   Clay    Product  Co    vs    W    &   T      p 


mber    an.l'  Fuel    Co.    et    al.    vs 


Co.    vs     C      B 


Fruit 


<S( 


St.  Lou  l«  ('hnniU-r  of  Commerce  v 

''  '  :  '  "-   ''"--  -  - 


Saw   logs    between    Michigan    and   Wisconsi: 
points:  I.  and  S.  1235  (60  I.  C.  O.,  350-354) 
Feb.   19,  p.   385. 
Scattergood,    S.    F.,    &   Co.    vs.   Mich.    Cent. 

case  11516;  live  stock  feed  (60  I.  C.  C.,  155 

157).     Feb.  12,  p.  322. 
Schram    Glass    Mfg.    Co.    vs.    Director    Gen 

eral:    case    10633;    coal    (61    I.    C.    C.,    435 

437).      May   7,    p.    965. 
Schwartz.    S.,    vs.   T.    &   N.    O.    et   al.;    cas 

10820,    Sub.    No.    1;    also    Sub.    No.    2,    Jos 

Greenspons'    Sons    Iron    and    Steel    Co.    vs 

K.  C.  S.  et  al.  :  old  boilers,  flues  and  tube 

(61  I.  C.  C.,  29-32).     April  16,  p.  805. 
Seaboard    By-Product    Coke    Co.    vs.    D.    L 

&  W.  et  al.:  case  11036:  coal   (59  I.  C.  C. 

535-536).     Jan.   15,   p.   116. 
Seaboard  Oil  and  Refining  Co.  of  Texas  vs 

Morgan's  La.  &  Tex.  R.  R.  &  S.  S.  Co.   e 

al.  :    case    11431;    part    of   fourth    sect,    ap 

628;    sulphuric   acid    (60   I.    C.    C.,    451-452) 

March  12,  p.  549. 
Shaffer  Oil  and  Refining  Co.  et  al.  vs.  M.  K 

&  T.  et  al.:  case  11186:  gas  oil  (60  I.  C.  C. 

110-113).     Feb.  5.  p.  270. 
Silica  Sand   Producers'   Traffic  Assn.   of  Illi- 

nois vs.  C.  B.  &  Q.  et  al.:  case  10927;  silica 

sand    (60  I.  C.   C.,   453-454).     March  12,   pp 

545,   548. 
Sinclair  Refining  Co.  vs.  A.  T.  &  S.  F.  et  al. 

case  11219;  sludge  acid  (61  I.  C.  C.,  18-20) 

April  9,   p.  755. 
Sloss-Sheffield   Steel   and   Iron   Co.   et  al.   vs 

L.    &    N.    et    al.:    case    4800:    pig    iron    (60 

I.  C.  C.,   595-599).     April  2,  page  700. 
Smelter    products    from    Nevada    and    Utah: 

I.  and  S.   1266   (61  I.  C.  C.,  374-378).     Apri: 

23,  p.  864. 
Soda  products  from  Saltville.  Va.  ;  I.  and  S. 

1273;   also   case   11123,    Diamond    Alkali   Co. 

vs.    A.    C.    &    Y.    et    al.    (61    I.    C.    C.,    559- 

562).     May  21,   p.    1065. 
Solyay    Process    Co.    vs.    D.,    L.    &    W.    and 

Director    General:    case    10363:      limestone 

(61    I.    C.    C.,    86-87).      April    30,    p.  '909. 
S.    Carolina    fares   and    charges:    case    11774; 

in    re    intrastate   passenger  fares   and   cer- 

tain charges  for  pecial  services  within  the 

state   of  South   Carolina    (60   I.    C.   C      290- 

304).     Feb.   19,  p.   382. 
South  Bend  Chamber  of  Commerce  et  al.  vs. 

B.  &  O.  et  al.  ;  case  10514;  former  decision 

affirmed   (61   I.   C.   C.,    67-72).     April   16,   p. 

804. 
Southern    Cotton    Oil    Co.    vs.    Southern    et 

al.;   case   10588:   also  Sub.    No.    1,   same  vs. 

same,    and    10589,    same    vs.    same;    cocoa- 

nut  oil    (61    I.    C.    C.,    454-456).      May   7,    p. 

965. 
Southern  Fuel   Co.  vs.   B.   &   N.   et  al  •   case 

11347:  coal  (60  I.  C.  C.,  457-458).  March  12 

p.  550. 

Southern  Hardwood  Traflic  Assn.  et  al  vs 
A.  &  S.  et  al.  ;  case  11009;  lumber  tran- 
sit (61  I.  C.  C.,  132-144).  April  23,  p. 

Southport  Mill.  Ltd..  vs.  A.  T.  &  S    F    et  al  • 

' 


. 
Southwest    Cotton    Co.    vs.    Arizona    Eastern 

et  al.;  case  10948;  cotton   (61  I.  C    C     467- 

472).      May    7,    p.    964 
Span-  Fruit  Co.   vs.   Rio  Grande.   El  Paso   & 

Santa  Fe  et  al.;  case  11057:  lemons   (60  I 

C.   C      455-456).     March   12,   p.    548. 
bpeir    &    McKay    vs.     Director    General      L 

f  C    C^V6-C737r"une7r°pn   ^"   <" 
Standard  Asphalt  and  Refining  Co     Inc     vs 

IR(\&J  Fr-  6A  "^LC«SvUW:  cnlde  Petrol'eum 
•/"•r  FuS"  384-387).     March  5.  p.  483. 
Standard  Oil  Co.   (Ky.)  vs.  Director  General; 

case  11430;  also  11449.  Same  vs.  Same;  part 

?fin  r^V^Vnl?^1952'   crude   Petroleum 
(60  I.  C.  C.,  449-450).     March  12,  p    548 
Standard  Oil  Co.    (Kv.)   vs    111    Cent    et  al  • 
case  11088:  also  Sub/No  "  1    Sam  Tvs    A    & 
V-  et  a  .;  oils   (60  I.   C.   C..    105-109)      Fe* 

•>>     P>     _M. 

Standard  Oil  Co.  vs.  B.  &  O.  Chicago  Term- 

as  «'  nWjS^srKSi 

an       TUbe    C°'    °f    Amerlc  a    «    &    vs! 


. 

Stout    Lumber    Co.    vs.    St.    L  -S     F 

' 


anpi 

Stone  Products  Co.  vs.  A.  T.  &  S    F    et  al  • 
U3  meSt°ne   <61   l!   C    ^ 


eastern  and  southern  groups  and  Wfhe 
S>Texas  ""^  hr"lmilt<)ne'  from'  Louisiana  and 
S"pnrl"\?iv,m  Texa8  Points  'to  Beaumont  and 

t°c.  c.r.t56Sr:sSr).exC.t:i5;  "ndn£  1216  (59 


Swift     &    Co.     vs.     Director    General;     case 

11404;    manure    (61   I.   C.    C..    £67-568).    Mav 

28,    p.    1126. 
Swift    &     Co.     vs.     Director    General;     case 

11439;    soya    bean    and    peanut    oil    (61    I 

C.    C.,    457-458).      May    7,    p.    964. 
Swift     &     Co.     vs.     Director    General;      c  as,- 

11640;    dairy    products    (61    J.    C.    C       183- 

184).     April  23,    p.    863. 
Swift  &  Co.  et  al.  vs.  Can.  Natl.  Rys.  et  al.; 

case  11620;   fresh   meats,  etc.    (60  I.   C    C 

747-749).     April  9,  p.  757. 
Swift  &  Co.  et  al.  vs.  Ft.  W.  &  D.  C.  et  al  • 

case  11935;   switching   (61   I.   C.   C.,   77-79) 

April  9,  p.   759. 
Swift  &  Co.  vs.  Director  General;  case  11440; 

sulphuric  acid   (60  I.  C.  C..  201-202).     Feb 

12,  p.  322. 
Swift    &    Co.    vs.    S.    P.    et    al. :    case    11012- 

frozen    meat    (60    I.    C.    C.,    1-4).      Feb     5 

p.   278. 
Switching    and    absorption    at     Minneapolis, 

Minn.,    etc.;    I.    and    S.    1272    (61    I     C     C 

646-654),      May   28,    p.    1125. 
Switching    and    absorption    at    Paris,    S.    O  • 

I.   and  S.   1205    (60  I.   C.  C.,   210-213).     Jan 

22,  p.   163. 

Switching  coal  and  coke  at  Harrisonburg 
Va.;  I.  and  S.  1292  (61  I.  C.  C.,  667-66S). 
May  28,  p.  1126. 

Switching  between  C.,  C.,  C.  &  St.  L  in- 
cline tracks  and  connections  at  Cairo;  I 
and  S.  1284  (61  I.  C.  C.,  535-536).  May 
21,  p.  1065. 

Switching  between  industries  and  connect- 
ing lines  at  Mason  City,  la.;  I.  and  S 
1289  (61  I.  C.  C.,  479-482).  May  7,  p! 
964. 

Switching  interchange  at  Wichita,  Kan.;  I. 
and  S.  1274  (61  I.  C.  C.,  205-207).  April 

23,  p.  862. 

Switching   charge    to    and    from    S.    Tacoma. 

Wash.:  I.  and  S.  1246  (61  I.  C.  C..  128-131) 

April  16,  p.  803. 
Tallulah   Cotton   Oil   Co.   vs.   Mo.   Pac  ;   case 

11626;   coal    (62   I.   C.   C,   41-42).     June   25, 

Tarver,  Steele  &  Co.  vs.  St.  L.  S.  W  et  al  • 
case  11334;  cotton  (60  I.  C.  C.,  666-668) 
April  2,  p.  703. 

Taylor,  J.  B.,  vs.  G.  N.  et  al.;  case  11291- 
sheep  (61  I.  C.  C.,  109-110).  April  16,  p. 

Telegraph  messages;  limitations  of  liability 
in  connection  with  the  transmission  o'f 
case  11524;  unrepeated  message  case;  J 
L.  Cultra  and  Myrtle  Cultra,  partners 
trading  as  the  Clay  County  Produce  Co.; 
case  8917  (61  I.  C.  C.,  541-550).  May  28 
pp.  1124,  1121. 

Texas  Cottonseed  Crushers'  Assn.  et  al  vs 
N.  P.  et  al.;  case  10941;  copra  (60  I.  C.  C.. 
465-466).  March  12,  p.  550. 

Texas  intrastate  rates;  case  11764  (60  I  C 
C.,  421-427).  March  5,  p.  483. 

Texas  Refining  Co.  vs.  N.  O.  T.  &  M  et  al  • 
case  11082;  cottonseed  (59  I.  C.  C  548- 
550).  Jan.  15,  p.  115. 

Three  Lakes  Lumber  Co.  et  al.  vs  Wash- 
ington Western  Ry.  Co.,  Director  General 
et  al.;  case  8167,  also  I.  and  S.  193.  Joint 
Rates  with  the  Washington  &  Western 
Ry.,  and  No.  10816.  Three  Lakes  Lumber 
Co.  et  al.  vs.  Director  General,  Washing- 
ton Western  Ry.  Co.  et  nl.;  lumber  and 
forest  products  (61  I.  C.  C.,  408-419).  May 
7,  p.  963. 

Tiffany.  G.  S.,  &  Co.  vs.  St.  L.  S.  W.:  case 
112|1|  cotton  (59  I.  C.  C..  719).  Jan.  29, 

Tr,ao^a?^  charge    °n    loaded   cars;    I.    and    S. 

1220   (60  I.  C.  C..   134-135).     Feb    5,   p    280 

Transit    rules    and    regulations    on    fresh    ap- 

FetS\apnd38S3.m7   <60I-C-   C"   333-336>- 
Union    Bag    and    Paper    Corporation    vs.    Di- 
rector   General;      case      11801;      demurrage 
Charges    (61   I.   C.   C.,   424-431).     May  7,    p. 

Union    Petroleum    Co     vs     Ft     W     &    D     Cv 

?LaAUcas?    1118r>:    Kasoline    (60    I.    C.    C.', 

655-656).     April  2,   p.   703. 
United    Chemical    and    Organic   Products   Co 

?f«Si-  vs,;  India"a  Harbor  Belt  et  al.;  case 

\\\  ric?      WTln_cen/01'   switching    (60  I.  C.  C.. 

523-526).     Mch.  26,   p.   653. 
United    Pasteboard    Co.,    Inc.    vs.    Southern 

et   al;    case   11715;   baled   straw    (62   I.   C. 

C.,    60-61).      June    25,    p.    1340 
United    Paperboard     Co.,      Inc.     vs.     Maine 

Central    et    al.:    case    11646;     wood     pulp 

board    (62    I.    C.    C..    43-44).      June    25     p. 

United    Paperboard    Co.,    Inc.    vs     N     Y     C 

-n  ?nV  Case  11728:  wood  pulp  <62  T'-  c-  c-- 
09-60).  June  25.  p.  1340. 

United   Paperboard   Co.,   Inc.   vs.    Morristown 

f  F"Z    eL,a';L?ase    11635:    Chipboard    (61 
I-.  C.    C.,    483-484).      May  14,    p.    1011 
imted    Iron    Works    Co.    vs    A     T     &    S     F 

!i  a';L?aser,  10771:  iron  Pipe' and  fittings! 
also  10659,  Same  vs.  A.  T.  &  S.  F  Rv  Co 
^v,ai':  10497'  Roxana  Petroleum  Co.  of 
Oklahoma  vs.  Missouri,  Kansas  &  Texas 

{&'  t°ie.tJak;  10452  and  10452  <s"b-  No.  1), 
*rick-Reid  Supply  Co.  vs.  A.  T.  &  S.  F. 

rv  '  °^  ™al"'  10452  (Sub-  No-  2).  McMann 
T-i,,  T,GIa,?s  Co-  vs-  Missouri.  Kansas  & 

•RY,vtSR<;,  o°-  e,1  al';  10452  <Sub-  No-  3>- 
Fnck-Reid  Supply  Co.  vs.  A.  T  &  S  F 

CnifCS-  etTa!':  10452  <Sub-  No-  4)-  Slnclalr- 
Uulf  Pipe  Line  Co.  vs.  A.  T.  &  S.  F.  Ry. 
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Co    .'I   ;il.:    10152   (Sul..   NIL   f.),  Sim-lull    '  inlf 

1'ipe  I. iln-  CO.  vs.  Sapillpa  ,V  Oil  Kirlils  It. 
II.  et  ul.:  IIMM  (Sill..  NILS.  I!  Mild  7).  Sin- 
clair-Gulf Oil  Co.  vs.  C.  R.  I.  &  P.  Ky.  CO. 
.1  :il.:  iii.|52  (Sub.  No.  8),  Prick-Reid  Sup- 
ply Co.  vs.  M.  K.  *i  T.  Ry.  Co.  et  al.;  and 
pin-lions  of  fourth  section  iipplirntiona  Noa. 
nil  701  (61  I.  C.  C..  33-42).  April  D, 
n  757. 

I  niversal  I'orll.-mil  Ci  in. -lit  Co.  vs.  B.  &  L. 
10.  i-i  ;il.:  case  IM:':I;  .-.-inent  (60  1.  C.  C., 
189-490).  Mrh.  I!',  i 

I".  S.  Importing  nnd  Exporting  Co.  vs.  C.  & 
N.  \V.  i-l  M!.:  case  li:(77:  IraKments  of  bal- 
ing ties  (60  I.  C.  C..  500-502).  Moll  19, 
P.  595. 

i  S.  Gypsum  Co.  vs.  C.  &  P.  C.  et  al.; 
case  S7."i7:  switching  allowance  (61  I.  C. 
C..  117-119).  April  23.  P.  S63. 
1'tah  rates,  fares  and  charges;  case  11831;  in 
re  intrastate  passenger  fares  of  D.  &  R.  G. 
and  other  carriers  in  Utah  (60  I.  C.  C.,  388- 
396).  .March  B,  p.  484. 

Vaimhaifs  Seed  Stor,-  vs.  C.  M.  &  St.  P. 
i  i  al. :  case  1I12X;  onion  sets  (59  I.  C.  C., 
:,:i7-r>:;x).  .inn.  IB.  p.  11.x 

ViixiniM-Carolitw   Chemical    Co.    vs.    Director 
Ceneral:     case    11252;     sulphuric     acid     (61 
1.    ('.    E.    473-475).      May    7.    p.    965. 
Virginia-Carolina  Chemical   Co.   vs.   Director 
il.-neral;   case   11170;   tankage    (60  I.   C.    C., 
.177-378).     March  5.  p.   486. 
Virginia-Carolina   Chemical   Co.   vs.    Director 
General;  rase  10413;   fertilizer   (60  I.  C.  C., 
:::n-324).     Feb.  26,  p.   436. 

YM.  Iron.  Coal  and  Coke  Co.  vs.  N.  &  W.: 
case  11085;  iron  ore  (61  I.  C.  C.,  200-202). 
April  23,  p.  864. 

Vis-rose  Company  vs.  American  Ry.  Express 
Co.;  case  11409:  marking  of  value  on 
package  (62  L  C.  C.,  32-35).  June  18,  p. 
1191. 

Washburn-Crosby  Co.  vs.  C.  G.  W.  et  al. ; 
case  11437;  demurrage  (58  I.  C.  C.  157- 
l.vx).  Feb.  12,  p.  322. 

Washington-Virginia  Railway  Company; 
single  fares  and  commutation  fares;  (I.  and 
S.  1297).  June  IS.  p.  1292. 
Water  competitive  rates  on  lumber:  T.  and 
S.  1240  (60  I.  C.  C.,  643-651).  Mch.  26, 
p.  652. 

Watson,  H.  P.,  Co.  et  al.  vs.  Director  Gen- 
.•ral.  Alton  &  Southern  et  al.;  case  10996: 
roofing  and  paving  tars  and  pitches  and 
fuel  pitch  (61  I.  C.  C.,  719-726).  June  11, 
p.  1245. 

Wausau  Box  nnd  Lumber  Co.  et  al.  vs. 
c.,  M.  and  St.  P.;  case  11281;  shavings 
and  sawmill  refuse  (62  I.  C.  C  56-58). 
.June  25,  p.  1340. 

Waxelbaum,  E.  A.,  &  Bro.,  Inc.  vs.  Ocean 
!.  S.  Co.  of  Savannah  et  al.;  case  8734; 
also  4596,  Chamber  of  Commerce  of  the 
City  of  Augusta,  Ga.  vs.  Atlantic  Coast 
Line  R.  R.  Co.  et  al.,  and  5429,  Freight 
Bureau,  Chamber  of  Commerce  of  Macon. 
Ga.  vs.  Central  of  Georgia  Ry.  Co.  et  al., 
boots  and  shoes  (59  I.  C.  C.,  480-482). 
Jan.  8,  p.  59. 

W.  B.  A.  Commuters'  Club  vs.  Washing- 
ton. Baltimore  &  Annapolis  Electric;  case 
11745;  passenger  fares  (61  I.  C.  C.,  302- 
306).  April  30,  p.  911. 

Weights,  increased,  estimated  container  and 
carload  minimum  on  kale,  lettuce  and 
spinach  from  southern  points;  I.  and  S. 
1282  (61  I.  C.  C.,  586-589).  May  28,  p. 

Weissbaum,   G.,  &  Co.   vs.   Director  General; 

case    11165;    empty    cars    (59   I.    C.    C      711- 

712).      Feb.   5,   p.   280. 
West,     Samuel    D.    vs.     St.     L.-S.     F. ;      case 

11750;    empty    barrels    (62   I.    C.    C.,    45-46). 

June   25,   p.    1340. 
Wharfage   handling  and   storage   charges   at 

municipal   terminals,    Norfolk,   Va.;   I.    and 

S.     1230     (59    I.     C.     C.,    488-489).      Jan.     1, 

P.    11. 
Wharton    Steel    Co.    vs.    C.    R.    H.    of    N.    J. : 

case    11274:    demurrage    on    frozen    ore    (59 

T.   C.   C..    613-615).      Jan.    22.   p.    164. 
Wheeler.   L.    H.,    and  F.    D.   Timlin   vs.   C    & 

N".   W.   et  al.   ease  11282;    lumber    (60   I.   C. 

C..  265-266).     Feb.  19.  p.  386. 
Wheler.  J.  R.,  Co.  vs.  Virginia  Ry.  Co.  et  al. ; 

rase  11076;  loading  of  lumber  (59  I.  C.   C., 

«99-701).     Jan.    29.    p.    220. 
Whitewater  Lumber  Co.  vs.  Ala.  Cent,  et  al.; 

case   10083;    pine   lumber    (61   I.    C.   C  ,   563- 

r>66).     May   28,   p.    1123. 
Wichita    Board  of  Commerce  et  al.   vs.   A.   & 

W.    et    al.:    case    11018;    horses    and    mules 

(60   I.   C.   C..   536-542).     April   2.   p.   701. 
Wichita  Board  of  Commerce  et  al.  vs.  A.   T. 

&  S.  F.  et  al.;  case  10629:  paper  tablets  (60 

I.  C.  C.,  359-361).     Feb.  26.  p.  436. 
Wyandotte     Southern      Railway      Company; 

second   industrial  railways  case;   No.   4181; 

in  the  matter  of  allowances   to  short  lines 

of    railroad    serving    industries;    I.    and    S. 

414:     cancellation    of    rates    in     connection 

with     small    lines    by    carriers    ill      Official 

Classification    territory    (61    I.    C.    C.,    756- 

760).      June    18,    p.    1291. 
Wyandotte      Terminal      Railroad      Company; 

second   industrial   railways  cafe;    No.    4181; 

in   the  matter  of  allowances  to  short  lines 

of    railroad    serving    industries:    I    and    S. 

414;    cancellation    of    rates    in     connection 

with    small    lines    by    carriers     in     Official 

Classification    territory    (62   I.    C.    C.,    1-6). 

.lune   18,   p.   1292. 


De  Lancy,  J.  J..  president  Elmira  Traffic  Club; 

p.     81;    overcharge    claims    resulting    under 

government  control;  p.  619. 
I'.mnrrage  charges,  etc.;  pp.  56,  200,  1131. 
Hi. -t  rich.   C.   H. ;   articles  on   loss   and   damage 

claims;   see  claims. 

Dove.  C.  A.;  rates  to  Pacific  Coast;  p.  346. 
Drummond,  B.  J. ;  solution  of  railroad  problem; 

pp.    727.    1212. 
Economies,  railroad;  pp.  27,  662,  1025,  1148,  1261. 

See  also  Wartleld  plan. 
Edgar.    W.    E. ;    president   Waco   Traffic    Club; 

p.   1264. 


EDITORIAL. 
Advanced  rates  and  business  depression,  see 

I  I  .-I  r.lin:-.   a  n.  I    the    railroads. 

Advertising,  railroad;  p.  5. 

Business    efficiency    in    railroading;    p     ."i. 

Capper,  Senator;  ideas  on  railroad  situation; 
p.  1005. 

Commission   appointments;    pp.   541,    901. 

Co-operation  between  shippers  and  carriers; 
pp.  53,  159,  227,  410. 

Cummins  investigation;  pp.  797,  1005. 

Dietrich.  C.  H. ;  articles  on  loss  and  damage 
claims;  pp.  5,  53. 

Director-General;  his  intent  in  making  rate 
advances  of  no  importance;  p.  479. 

Economy,  government;   p.  431. 

Expenses  of  carriers;  pp.  213,  269. 

Harding  and  the  railroads;  pp.  693.  749,  797, 
853.  957,  1181.  1237. 

Honor    in    business;    p.    157. 

Hungerford.  Edward;  article  on  the  trans- 
portation act;  p.  1119. 

Labor  board  and  the  public;  pp.  589,  647, 
695.  - 

Labor  board  decision  abrogating  national 
agreements;  p.  855. 

Labor,   railroad,   issue;   pp.   315,    429. 

Legislative  ignorance;  pp.   109,  215. 

Lumber    reconsignment    charge;    p.    477. 

McAdoo.  W.   G.;  pp.  5,   271,  373,   479. 

National   adjustment   boards;    p.    111. 

National  Industrial  Traffic  League;  function 
of;  p.  159;  labor  problem;  p.  589;  action  as 
to  rate  reductions;  p.  1117. 

Panama  canal    tolls;   p.   1059. 

Partial   payments   to  carriers;   pp.    157,   431. 

Passes,   railroad;   pp.   960. 

Railroad    history;    logic   of;    p.    1333. 

Railroad    problem;    solutions    for;    p.    695. 

Rates,  high;  effect  of;  pp.  541,  961,  1239.  See 
also  Harding  and  the  Railroads,  and  Re- 
duced Rates. 

Rea   plan,    the;    p.    1287. 

Reduced  rates;  demand  for,  etc.;  pp.  315,  541, 
749.  901.  903,  1005,  1117,  1183,  1237,  1285. 
1333.  1335.  See  also  Harding  and  the  rail- 
roads. 

Revenue  of  carriers;  pp.  213.  543,  799. 

Salesmanship  in  transportation;  p.  213. 

Shippers'    Chicago   conference;    pp.    477,    589. 

Stanley.  Senator,  remarks  on  rate  increase; 
p.  1061. 

State  rates:   power  over;   pp.   373,   429. 

Tariff  application;   horse  sense  in;    p.    477. 

Traffic    Clubs;     opportunity     for    service;     p. 

Traffic  man:    the   industrial;    p.   109. 
Transportation    situation;    p.    373. 
Transportation   thought;   destructive:    p.   429. 
Wage,  railroad,  reductions;  pp.  269,  1059,  1183. 
Warfteld  plan;    new;    p.    645. 


Elasticity  in  rate-making;  pp.  1241,   1314. 

Electrification  of  railroads;    p.    530. 

Electric  railways:  Jurisdiction  over,  rates,  etc.; 
pp.  831,  834.  1030. 

Elevator  land  leases;   pp.   1211,   1314. 

Elliott,  Howard;  testimony  before  the  Senate 
committee;  p.  1139. 

Ellis.  R.  L. ;  express  company  claims;  pp.  27 
anil  517;  filing  of  overcharge  claims;  p.  569. 

Elkinton,  F.  M.;  president  Milwaukee  Traffic 
Club;  p.  409. 

Embargoes;  pp.  188,  460,  890. 

Esch,  John  J. :  member  of  the  Commission; 
pp.  605,  855.  871. 

Expenses  of  carriers;  pp.  68,  122.  260,  455,  649. 
See  also  Cummins  investigation. 

Explosions  and  other  dangerous  articles;  pp. 
81,  310,  617,  786,  809,  1127,  1150,  1364. 

Export  and  import  traffic,  rates,  etc.;  pp:  26, 
46.  78,  129,  131.  146,  170.  175.  176.  180,  232, 
273,  308,  310,  352.  353.  408,  409,  418,  439  455, 
507,  511,  557.  608,  667,  668,  716.  718,  763,  835, 
929,  930,  1119,  1131,  1135,  1153,  1160,  1186, 
1260,  1309,  1352.  See  also  Shipping  Board. 

Express  company,  southeastern;  pp.  200,  462, 
890.  982,  1064,  1131.  1135.  1150,  1374. 

Express  company  claims;  pp.  27,  137,  190,  517, 
563,  564,  1363. 

Express  Company  consolidation;  pp.  10,  79,  202 

Express  rates,  shipping,  etc.;  pp.  78,  102,  112, 
150,  172.  299.  576,  636,  671,  782,  810,  886.  981, 
982,  1062,  1064,  1093.  1134  (report  of  Traffic 
League  express  committee),  1150.  1176,  1232, 
1361. 

Express  receipts;  pp.  10,  345,  1134. 

Extension  of  railroads;  see  construction. 

Farmer  and   the  railroads;   pp.   319,   869,    920. 

Federal  control  of  Industries;  Senator  Fer- 
nald  of  Maine;  p.  247. 

Fernald,    Senator;   scores   Commission;    p.   247. 

Field,  J.  C.;  tracing  L.  C.  L.  shipments:  p.  140. 

Fifteenth  section  amendment;  pp.  40,  433. 

Finance  docket  petitions,  rulings  and  deci- 
sions; pp.  88.  136,  180.  226.  258.  362,  411,  530. 
856.  904.  1092.  1108.  1170,  1189,  1262,  1324,  1384. 


Fischer,   H.   H.  C. ;   war  tax  on   freight;  p.   83. 

Forrester,   P.   P.;   rates  on  perishables;   p.   138. 

Fort.  Oerrltt;  remarks  on  the  railroad  situa- 
tion; p.  1205. 

Forward,  Alexander;  address  before  Roanoke 
Association  of  Commerce;  p.  360. 

Fourth    section   amendment;    p.    256. 

Fox,  J.  C. ;  coal  losses;  p.  194. 

Freck,    H.    B. ;    coal   claims;    p.    83. 

Freight  station  section,  operating  division,  A. 
R.  A.,  meeting  In  Chicago;  p.  1348. 

Fruits  and  vegetables;  rates  on;  pp.  972,  1094, 
1146,  1153,  1164,  1202,  1211,  1241,  1262,  1260, 
1289,  1297,  1298,  1300,  1335,  1369,  1360. 

Fuller,  W.  M. ;  the  industrial  traffic  man;  p. 
198. 

Gartner,  K.  K. ;  reparation;  claim  time  limit; 
p.  193;  bill  to  amend  Interstate  commerce 
act;  p.  814;  publishes  book;  p.  833. 

Gayton,  H.  L. ;  speed  in  moving  freight;  pp. 
407,  449. 

Gilbert,  S.  P.,  Jr.;  criticises  railroad  guaranty; 
p.  442. 

Gould,  M.  J. ;  war  tax  on  transportation;  pp. 
345,  671. 

Government  operation  or  ownership;  pp.  260, 
319,  730,  829,  877,  924,  940,  1008.  1347. 

Grace,  F.  E. ;  tracing  L.  C.  L.  shipments;  p. 
195. 

Grain,  rates,  etc.;  pp.  75,  146,  170.  732.  753, 
763,  836,  926.  944.  946,  1186,  1241,  1352. 

Great  Lakes  service;  pp.  522,  1309. 

Gutheim,  A.  G. ;  bituminous  coal  transporta- 
tion; p.  17. 

Harding  and  the  railroads;  conferences,  etc.; 
pp.  454,  626,  706,  710,  752,  753,  801,  815,  857, 
871,  919,  971,  979,  1077,  1201,  1251. 

Hashagen,  J.  D. ;  value,  time  and  place  of 
shipment;  p.  346;  New  England's  interest  In 
merchant  marine,  p.  828;  routing  ocean  ship- 
ments, p.  1660. 

Highway  transport,  good  roads,  etc.;  pp.  81, 
250,  526,  976,  1135,  1136,  1148. 

Hiscano,  R.  A.;  inland  waterway  development; 
p.  84. 

Holden,  J.  R. ;  the  industrial  traffic  man;  p. 
198. 

Holm,  G.  S. ;  the  industrial  traffic  man;  p.  85. 

Homer,  F.  D. ;  starting  shipments  right;  p.  727. 

Hoover,  Herbert;  transportation  ideas,  etc.; 
pp.  574,  593,  616,  869,  973,  1079,  1254,  1289, 
1337. 

Hosmer,  S.  R.;  president  Traffic  and  Transpor- 
tation Ass'n  of  Pittsburgh;  p.  567. 

Hubert,  E.  W.;  elimination  of  delay;  p.  138. 

Huddleston,  Representative;  attack  on  rail- 
roads; p.  73. 

Hughes,  Charles  E.,  secretary  of  state;  p.  433. 

Huhn,  H.  G. ;  steam  and  electric  consolidation; 
p.  449. 

Hull     J.    K.;    weighing   of   lumber;    p.    83. 

Huntington,  J.  B.;  shippers'  ten  command- 
ments; p.  407. 

Hyde.  A.  G.;  war  tax  on  freight;  p.  83. 

International  Mercantile  Marine  Co.;  pp.  176, 
298.  See  also  Shipping  Board. 

International  Transportation;  International 
Chamber  of  Commerce;  p.  1347. 

Irving,   S.   J. ;   coal  claims;  p.   138. 

Johnston,  Forney;  testimony  before  Cum- 
mins committee;  p.  1346. 

Johnson,  F.  W. ;  the  industrial  traffic  man; 
p.  27. 

Jones,  R.  E.,  Co.;  elevator  land  leases;  p.  1211. 

Kahn,  Otto  H.  address  before  Pittsburgh  Traf- 
fic Club;  p.  924. 

Keirstead,  George;  tracing  L.  C.  L.  shipments; 
p.  196. 

Kenning,  A.  M. ;  loss  from  improper  marking; 
p.  829. 

Knipp,  B.  E. ;  tracing  L.  C.  L.  shipments;  p. 
196. 

Koontz,  J.  R. ;  address  to  Traffic  Club  of  St. 
Louis;  p.  235. 

Kruse,  A.  J. ;  on  hand  express  shipments;  p. 
671. 

Kruttschnitt,  Julius;  testimony  before  Senate 
committee;  pp.  1021,  1069. 

Labadie,  Victor;  meaning  of  c.  w.  t.;  p.  727. 

Labor  Board,  U.  S.  hearings,  rulings,  etc.;  pp. 
67.  87,  124,  218,  285,  327,  376,  441,  499,  559, 
601,  662,  708,  713,  753,  767.  769,  811.  813,  875 
(new  members  appointed),  875.  886,  925.  890. 
1009,  1027.  1077,  1192  (decision  in  wage  case), 
1260,  1301,  1361. 

Labor  legislation,  conditions,  etc.;  pp.  38,  73, 
87,  122,  125,  256,  299,  330,  376,  442,  600.  684, 
688,  712,  923.  981,  1132,  1290,  1362.  See  also 
wages  and  labor  board. 

Lafbury,  George;  rates  on  fruits  and  vege- 
tables; p.  1094. 

Laurie.  G.  E.;  speedy  movement  of  traffic; 
P.  243. 

Legislation,  railroad,  proposed,  etc.;  pp.  713, 
762,  813,  872,  921,  976.  1026.  1076,  1131,  1147, 
1232,  1246,  1253.  1266,  1324,  1347,  1378. 

Lenroot   plan,    the;    p.    762. 

Levine,  D. ;  mailing  of  arrival  notices:  p.  27. 

Lightfoot,  J.  P.;  address  before  N.  Y.  Traffic 
Club;  p.  464. 

Live  stock:  rates,  loading,  etc.;  pp.  242,  331, 
391,  458,  593,  594,  621,  622.  650.  672.  782.  1266. 

Loading  of  revenue  freight;  pp.  36.  56,  134,  162. 
254,  306,  354,  418,  452.  524,  672.  593.  618,  684. 
711,  780.  832,  874,  926,  1042,  1106,  1122,  1184, 
1288.  1338. 

Loading,  heavy;  p.   524. 

Loans  to  carriers;  pp.  44.  46,  91,  100,  102.  133, 
136,  150,  166.  172.  202.  206,  258,  264,  288,  293. 
294.  304,  310,  336.  343.  354,  362,  368,  424,  394. 
396,  398,  449,  472,  481,  490.  620,  526,  636,  584. 
620.  704,  724.  726.  733.  740.  788.  831,  848.  874, 
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878,  892,  924.  998,  1014,  104S,  1052,  1096,  1097, 
1155,  1157,  1203.  1232.  1322,  1324,  1338,  1340. 
1363.  1372,  1384. 

lobbyists  and  lobbying;  p.  ». 

Ixmg.    C.   M. ;   accuracy   of   railway   scales;    p. 


LOSS   AND   DAMAGE    DECISIONS. 

Alemlan    ve.    American   Express    (Mass.);    p. 

983. 
Am.    Ry.    Express    Co.    TS.    J.    T.    Bothwell 

Grocery  Co.   (Ga.);   p.   71. 
Annese  vs.  B.  &  O.  (W.  Va.);  p.  669. 
Arky   vs.   Wells-Fargo  &  Co.    (Mo.);   p.   1263. 
Atlantic   Refining-  Co.   vs.   P.   R.   R.    (Pa.);   p. 

1356. 
Aubrey.    First   Guaranty   State    Bank   of,    vs. 

Director-General  (Tex.);  p.  983. 
Avun    State    Bank   vs.    Luff   et   al.    (Pa.);    p. 

Ball  vs.  C.  R.  I.  &  P.   (Iowa);  p.  771. 
Banik  vs.  C..  M.  &  St.   P.    (Minn.);  p.   71. 
Harbee.    J.    T.,    &    Co.    vs.    Southern    in    Ky. 

(Ky.);  p.  447. 
Harden   vs.    American   Ry.    Express    (N.    C.)  ; 

p.    984. 
Bernie   Mill    &   Gin   Co.    vs.    St.    L.-S.    W.    et 

al.    (Mo.);    p.    1036. 
Blum  vs.  Y.  M.  V.   (Miss);  p.  561. 
Bolton  vs.  C.  &  N.  W.   (la.);  p.  1158. 
Booth  vs.  N.  Y.  C.   (Vt);  p.  1036. 
Bradford  vs.  Director-General  (Mo.);  p.   820. 
Broyles,  W.  O.,   Store  and  Furniture  Co.  vs. 

Director-General    (Ala.);    p.    717. 
Bruce   Bros.    Grain   Co.    vs.    Director-General 

et  al.  (Kan.);  p.  71. 
Buchan  vs.   Southern    (Ga.);   p.    670. 
Buschow    Lumber    Co.    vs.    Director-General 

(Mo.);  p.  1216. 

Byrum  vs.  C.  &  A.  R.  Co.  (Mo.);  p.  399. 
Cecil   vs.    Southern   Express    (Ky.);    p.    1316. 
Chandler  vs.  Director-General   (Va.)'   p.   932. 
'•handler  vs.  N:  Y.  P.  &  N.   (Va.);  p.   1157. 
I'oh.-n   et  al.   vs.   American   Ry.    Express   Co. 

.N.   Y.  );  p.  23. 
Cohen    et   al.    vs.    Am.    Ry.    Express   Co.    (N. 

Y.);   p.    337. 

Crenwelge  vs.   Ponder  et  al.    (Tex.);   p.   932. 
Crozier   vs.    N.    S.    R.    R.    A.    et   al.    (la.);    p. 

882. 
Davis  vs.   Director-General  et  al.   (Tex.);   p. 

Davis  vs.  G.  C.  &  S.  F.  et  al.   (Tex.);  p.  297. 
Davis.  C.  M..   Son  &  Co.  vs.  N.  W.   of  S.   C. 

Denny   vs.   Director-General   (Ky.);   p.   771. 
Invorkwitz   vs.   N.    Y.    C.    (N.    Y.);    p     611 
Edwards  et  al.   vs.   Director-General   (Tex.); 

p.   1036. 

Kd  wards  vs.  Director-General   (Ga.);  p.  1157 
Ellis  vs.    Ft.   W.    &   R.   G.    (Tex.);   p.    187. 
Kl    Paso,    City   Natl.    Bank    of.    vs.    E.    P.    & 

N.    E.    et  al.    (Tex.);    p.    187. 
Kpsteln    vs.   Am.    Ry.    Express   Co.    (N.    Y.); 

Fort  vs.'  D.   &  R.   G.    (Colo.);   p.   609 
FowUtown   Tobacco  Co.    et  al.   vs.   Director- 

General   et  al.   (Ga.);   p.   670. 
Grammes  et  al.  vs.  C.  R.  R.  of  N.  J.    (Pa.); 

Griffith  vs.  Panhandle  &  S.  F.  et  al.    (Tex  )  • 

p.  514. 

Harrill  vs.   S.  A.  L.   (N.  C.);  p.  1358 
Hnsae  vs.   Ft.   W.    &  R.  G.    (Tex);   p    448 

»fe  "3   92"!??    °"  ,9?'    vs'    Director-General 
ai.    (ArK.);   p.  717. 

iowell  et  al.   vs.   Director-General    (Mo.);   p. 

James  vs.  L.  &  N.  (Ala.);  p.  669. 

Jackson  vs.  Western  Union  (Fed.  ct)  ;  p    771 

Jordan  vs.  C.  B.  &  Q.   (Mo.);  p.  561. 

984  V*'    Dlrector'General    et    »!•     (Tex.); 

J°23"8°n   et  a1'   V8'  D'   &   R'   G"    <Colo->:   P- 
K!.n    v«-    Am.    Ry.    Express    (W.    Va.);    p. 

Sol. 

Keota^  Produce  Co.   vs.    C.    R.   I.   &   p.    (ia.); 
Kirby  vs.   O.   S.   L.   (Mont.);  p.   1263 
''         V-ake0re  Bar" 


.. 
{.ancaater  et  al    TS.  Pitzer  (Tex.);   p.   1036 

P^V  V*'    Sanford  et   >'*     (Tex.); 

Lancaster  et  al.  vs.   Smith  et  al.   (Tex.):   p. 

IT2a5n"'  et  "•   ""•  N"  Y"  c-   (Ked-   ct->:   P- 
|-.v..tt  vs.  Draper  (N.  Y.);  p.  561 

7NnT);epam"'  M°rrl"  *ransfer  Co..  Inc. 
l-lml-nburg^W    Am.    Ry.    Express    Co.     (W. 


np  v8-  ni-  Cent-  ct 

1**    **•    Dlr<*tor-General    (Ga.);    p. 
C.  (Mo.);  p   71 


Pabst  Brewing  Co.,  State  ex  rel.,  vs.   Judge 

Ellison  et  al.   (Mo.);  p.  513. 
Parks  vs.  Western  Union   (Nev.);  p.   1316. 
Park  vs.   DeQueen  and  E.    (Ark.);   p.   297. 
Payne    vs.    Adams    Express    Co.    (Kan.);    p. 

819. 

Peeples  vs.  S.  A.  L.   (Ga.);   p.   670. 
People's  Hardware  Co.  vs.  R.  &  C.  R.  (S.  C.); 

p.   1356. 
Phoenix   Portland   Cement   Co.   vs.    B.    &   O. 

(Fed.  ct);  p.   611. 
Pine    Bluff    Produce    and    Provision    Co.    vs. 

Merchants'   Bank   of   Kansas   City    (Ark.); 

p.    771. 
I'ittman-Harrison    Co.    vs.    Fox    Bros,    et    al. 

(Tex.);    p.    983. 
Pollakoff  vs.   Am.    Ry.    Express   Co.    (S.    C.); 

p.   669. 

Porter  vs.  L.  V.    (N.   Y.);  p.  187. 
Powell   vs.   Washington   &   L.    R.   Co.    (Ga.); 

p.    128. 

Pullman  Co.   vs.   Uribe   (Tex.);   p.   71. 
Purity  Farms  vs.  Adams  Express  Co.  (N.  J.); 

p.    670. 

Randall   et  al.    vs.   D.    &   M.    (Mich.);    p.    337. 
Reed  vs.  Mo.  Pac.    (Ark.);   p.   1036. 
Reeves    Coal   Co.    vs.    M.    St.    P.    &    S.    S.    M. 

(Minn.);    p.    717. 

Remington  vs.  Barrett  (N.  Y.);  p.   1356. 
Robey    vs.    Director-General     (Tex.);    p.    71. 
Rochette    vs.    Terminal    R.    R.    Assn.    of    St. 

Louis   (Mo.);   p.   337. 
Rogness  vs.   N.   P.    (Mont.);   p.   1216. 
Rolla   Produce  Co.  vs.   Am.    Rv.  Express  Co. 

(Mo.);  p.   513. 
Ruebel    Bros.    vs.    Am.    Express    Co.    (Iowa)  ; 

p.   399. 
Ryan   et   al.    vs.    Colorado   Postal   Telegraph 

Cable  Co.    (Colo.);   p.   819. 
Sailor  vs.   R.   R.   A.    (N.    Dak.);   p.    611. 
St.  John  Bros.  vs.   Falkson   (Mass.);   p.   S81. 
Sauds.  L.  E.,  Co.  vs.   Director-General    (Fed. 

ct.);    p.    1215. 
Schlitten    vs.    Director-General     (N.    Y.);    p. 

881. 

Shannon  vs.   Director-  General    (Mo.);    p.    448. 
Sims  vs.  W.  &  A.    (Ga.);   p.   670. 
Smith  vs.   Director-General   (Idaho)  ;   p.    1216 
Sneddon    vs.     Director-General     (N.    Y.);     p. 

Standard  Grain  Co.  vs.  State  Bank  of  Omaha 

(Neb.);    p.    1158. 

Stewart  vs.  M.   D.  &  S.    (Ga.);  p.   670 
Stine  vs.  Director  General   (Minn.);   p.  717 
Talbert  vs.  Director  General    (Tex.);   p.   1215. 
Tanner  et  al.  vs.   III.   Cent.    (Ky.);   p.   297 
Thompson  vs.   A.   C.  L.    (Ga.);   p.   984 
Thompson   vs.   Hibernia   Bank   &   Trust   Co 

(La.);   p.   337. 

Vann  vs.  Director-General   (Ga.)-   p.   1263 
Walker  and  Haley  vs.  C.   R.  I.  &  P.    (Ark.); 

p.    611. 

Warden  vs.  Director-General   (Tex.)  ;  p    1263 
Weathers  vs.    Cent,   of  Ga.    (Ga.);   p    670 
Werner  vs.   R.   R.   A.    (N.   Dak)  ;   p    611   ' 
Western    Union    Telegraph    Co.    vs.    Beasley 

i  Ala.)  ;   p.    ]  157. 
W  -stern    Union    Telegraph    Co.    vs.    Johnson 

(lex.),  p.  513. 
Western   Union   Tel.    Co.   vs.   Oakley   (Tex.); 

P.     Oil. 

Western   Union   Telegraph   Co.   vs.   Smith   et 

_   al:    (lex.);    p.    881. 

Whiteman  et  al.  vs.  Director-General  (Tex.); 

p.    lUob. 

Williams  vs.    Mexico  N.    W.    (Tex.);   p     1216 
w'!>si°,n  vs.  Director-General  (Utah)  ;  pp.  1 

iZlVi 
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Lumber;     rates     on.     reconsipnment     penaltv 
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weighing  of  freight;  p.  830. 
Marine    insurance:    p    26 
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MINOR    COMMISSION    ORDERS. 
Aberdeen,    S.    D.,    Commercial    Club    Traffic 
Bureau   vs.    G.    N.    et  al. ;    case   7895;    order 
amended;  p.   1246. 

Acid     from     Hillsboro,     III.,     to     Ohio     Rivet- 
points;  I.  and  S.  1259;  reopened;   p.   1102. 
Anderson,  Clayton  et  al.  vs.  Ft.  S.  W.  et  al. ; 

case   10938;  order  amended;   p.   526. 
Arkansas  Jobbers  and  Manufacturers  Ass'n. 
vs.    C.    N.    I.    &    P.    et   al.;    case    10417;    4th 
sect,  order  7805;  grain  and  grain  products; 
orders  modified;   p.   616. 
Barnett  Oil  and  Gas  Co.  vs.  L.  &  N.  et  al. ; 

case   10804;   reopened;   p.   890. 
Beall,    W.    W.,    vs.    Wheeling   Traction    Co.; 

case  11299;   reopened;   p.   1293. 
Beaumont   rates,    application   of  to   S.    Beau- 
mont  and   Chaison,    Tex.;   cases   8418,   3!tlfc, 
8290;    I.    and    S.    710.    I.    and    S.    729;    re- 
opened;  p.   904. 
Bradbury  Marble  Co.  et  al.  vs.  B.  &  O.  et  al. ; 

case  12169;  order  amended;  p.  526. 
Central     Pennsylvania     Lumber    Co.    vs.     P. 
R.  R.  et  al.;  case  11157;   reopened;   p.   1293. 
Channel    Chemical    Co.    vs.    A.    T.    &    S.    F. 

et  al. ;   case  9086;   reparation;   p.   396. 
Class  rates  to  and  from  Miss.  Valley  points; 
I.    and    S.    1260;    order   of   Dec.    14   vacated. 
in  part;  p.  55. 
Coal    from    Ky.,    Tenn.    and    Va. ;    I.    and    S. 

1214;   supplemental  order;   p.    446. 
Coffee  from  Galveston  and  other  Gulf  ports : 

I.  and  S.  1175;  case  reopened;  p.  406. 
Davis  Manufacturing  Co.,   Inc.,   vs.   M.   L.    & 
T.    R.    R.    &    S.    S.    Co.    et    al.;    case    11492; 
date  postponed;    p.   1372. 

Dewey    Portland    Cement    Co.    vs.    A.    T.    & 
S.  F.  et  al. ;  case  11158;  order  modified;  p. 
1189. 
Edwards,    E.    H.,    Vs.    A.   T.    &    S.    F.    et   al. ; 

case   10902:    order   modified;    p.   78fi. 
Edwards,    E.    H.,    vs.    A.    T.    &    S.    F.    et    al. ; 

case    10902:    order    modified;    p.    1189. 
Express  Coal  Co.    vs.   O.-W.  R.   &   N.   et  al.; 

case   9177;   reopened;   p.   1102. 
Hobart   Mill  and   Elevator  Co.    et  al.    vs.    St. 

L.-S.   F. :    case   11441;    reopened;   p.   112C. 
Holmes  and   Hallowell   vs.   G.   N. ;   case   6194; 

order  amended;   p.   1246. 

Holmes  and  Hallowell  vs.  G.  N.  et  al. ;  case 
6194;  also  related  cases;  short  notice  per- 
mission given;  p.  1293. 

Independent    Co-operative    Lumber    Co.     vs. 
La.  West  et  al. ;  case  7924;   Same  vs.  A.  & 
S.  et  al..   8498;  reopened;  p.  654. 
Indianapolis    Chamber    of    Commerce    et    al 
vs.  C.   C.  &  St.  L.  et  al.;   case  9308;  order 
modified;   p.    732. 
Indiana      rates,      fares     and     charges;      case 

11894;    reopened;   p.    1293. 
Kansas  City  Live  Stock  Exchange  vs.   C.   B. 

&  Q.;   case   9926;   reopened;    p.    1126. 
Live    Poultry    and     Dairy    Shippers'     Traffic 
Ass'n.  vs.  A.  T.  &  S.  F.  et  al. :  case  11011; 
order  modified;   pp.  996  and  1127. 
La.    Commission    vs.    Ark.    Harbor    Terminal 
et   al.;    case    S418;    Same   vs.    St.    L.    S.    W. 
et   al. ;    3918;    Same    vs.    St.    L.-S.    F.    &    T. 
et  al. ;    8920;    reopened;   p.   572. 
Meridian  Traffic  Bureau  vs.  Southern  et  al.; 

case    9560;   order  modified;    p.   1189. 
Minnesota  fares  and  charges;  case  11776;  re- 
opened; p.   596. 
Monroe  Shingle   Co.   vs.   St.   L.   S.  W.   et   «!.; 

case    10737:    reopened;    p.    732. 
Montana    rates    and    fares:    case    11860:    re- 
opened;   p.    732;    effective   date   postponed; 
p.    Iol3. 

Murray  and  Layne  Co.  vs.  S.  P.:  case  11014: 
effective  date  postponed;  pp.  526  and  654; 
order  modified;  p.  944. 

Natchez    Chamber    of    Commerce    vs.    La.    & 
Ark.   et  al.;   case   8845:   also  8920  and   9036. 
Same    vs.    Ark.,    La.    and    Gulf    et    al,    and 
Ark.  &  La.   Midland  et  al.;  grain;   p.   40. 
Natchez    Chamber    of   Commerce    vs.    La.    & 
Ark.  et  al.;  case  8845.  and  affiliated  raws; 
order  modified:   p.   1127. 
Natchez  Chamber  of  Commerce  et  al.  vs    St. 

732M'   &   S'   et  al':   °aSe  9723'    reopeno<1: 
Navigation,  closing,  via  Great  Lakes  Transit 

Corporation;    I.    and   S.    1245;   discontinued: 

p.  206. 
Nebraska     rates,     fares    and     charges ;     case 

11829;    reopened;    p.    1372. 
Owensboro    Wheel     Co..     Inc.,    vs.     Southern 

et  al.;   case  11197:   reopened;   p.   732. 
Portland    Traffic    and    Transportation    Ass'n. 

vs.    S.    P.    case    9294;    also    9434.    same    vs. 

same,   and  9472.   Medford  Commercial  Club 

vs.  same  reopened:  p.   1246. 
Portland    Traffic    and    Transportation    Ass'n. 

et   al.    vs.    Ann    Arbor   et   al.;    case    11083: 

order  modified;  p.  596. 
Procter   and    Gamble    Co.    vs.    Director   Gen- 

eral;    case    11422;    reopened;    p.    1293 
Schuck,    C.    J..    vs.    Wheeling    Traction    Co.; 

case  11299,  sub.  No.  1;  reopened;  p.  1293. 
bhreveport,    La.;    class    rates    to;    I.    and    S. 

729;   reopened:    p.   572. 
Sloss-Sheffleld   Steel   and    Iron   Co.    et    al     vs 

iic?1'  et  al>;  case  4800;  order  amended: 
p.    1189. 

S.  St.  Joseph  Live  Stock  Exchange  vs.  C.  B. 
&  y.:  case  9758;  reopened;  p  1126 

South-port  Mill  vs.  A.  T.  &  S.  F.;  case  10S2S: 
rehearing  denied:  R.  R.  A.  must  pay 
reparation;  p.  284. 

Southport  Mill,  Ltd..  vs.  A.  T.  &  S  F  et  al  • 
case  10829;  also  related  cases:  R.  R.  Ad- 
ministration must  pay  reparation;  pp  35i:. 
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Swift    \-    Co.    VS.    S.     I',    rt    :il.;    ease    11(112:    IV- 

opened:  p.   1372. 

•  in.    class    rates;    I.    and   S.    710; 
r>-i,|.vne<l:   p.   572. 

'lYxas     intraMaie     rates;     cast-     11764:     order 
modified;  p.  732;  reopened;  pp.  890  and  996. 

Three  Lakes  l.nmliei  CO,  '-I  al.  V»<  \\'i  :  •  1  1 
West.  rl  :il.;  ease  Slfi7;  same  vs.  same, 
case  10816;  order  modified;  p.  1  1112. 

'M'i-ess   t'o.    vs.    F.    E.   C.   et  ul.;    case 


I   Dion  .  . 

111:11.':    r.  opened:   p.   996. 
I'nited   Chemical   Vioducts  Co.   vs.    Ind.    Har- 
bor et   nl.;   case   11106;   reopened;   pp.   786 
and  1293. 

Western    r.  -incut    rales;    c-ase   Sls:i;    reop-elied: 

p.    1 
Wiehita    Hoard  of  I'ciMiinerce  et  al.  vs.  A.   & 

\V.    et    ill.;    case    1372:    effective    date    post- 

poned:  p.    1372. 


Mintncr.    A.    II.;    slowness    in    settling   claims: 

p.   830. 
Mishilling  of  freight:   p.   148. 


MISCELLANEOUS    TRAFFIC    DECISIONS. 

Advanced  rates;  proof  that  proposed  increase 
was  tiled  with  state  commission  insutli- 
cient.  Humphrey  vs.  D.  M.  &  T.  S.  L.  Ry. 
(Mich.);  p.  337. 

Appeal  and  error:  exceptions  necessary  to 
review  finding  of  court;  G.  C.  &  S.  F.  vs. 
i 'lenient  Grain  Co.  et  al.  (Fed.  Ct.) ;  p.  400. 

Car  distribution;  claim  for  discrimination  in 
need  not  be  presented  to  I.  C.  C.  before 
suit  in  court;  Dusenberry  vs.  L.  V.  et  al. 
(Fed.  Ct.);  p.  515. 

Car  service;  B.  &  O.  vs.  Lambert  Run  Coal 
Co.  (Fed.  Ct.);  p.  23. 

Charges;  Boston  &  Maine  vs.  Great  Falls 
Mfg.  Co.  (N.  H.);  p.  187. 

Claims  accruing  to  government  during  fed- 
eral control;  federal  agent  may  sue;  Direc- 
tor General  vs.  Struthers  Furnace  Co.  (Fed. 
Ct.);  p.  1357. 

Claim  for  discrimination  to  be  submitted  to 
Commission  before  action  in  court;  Hill- 
borough  Mills  vs.  Boston  &  Maine  (Fed. 
Ct.);  p.  819. 

Claims  for  overcharges  and  loss  and  damage 
may  be  offset  in  action  for  freight;  N.  C.  & 
St.  L.  vs.  Tenn.  Mill  Co.  et  al.  (Tenn.);  p. 
717.  ' 

Cobbs  vs.  Joyce-Watkins  Co.  et  al.  (Mo.); 
p.  984. 

Collection  of  freight  charges  from  consignee; 
Wabash  vs.  Bloomgarden  (Mich.) ;  p.  337. 

Commission  rate  or  classification  binding  un- 
til set  aside;  Fort  vs.  D.  &  R.  G.  (Col.); 
p.  669. 

Demurrage;  C.  B.  &  Q.  vs.  Evans  et  al. 
(Mo.);  p.  1036. 

Demurrage:  Ross  vs.  Indiana  Natural  Gas  & 
Oil  Co.  (Ind.);  p.  1035. 

Director  General;  action  of,  treated  as  that 
of  carrier;  N.  Y.  C.  vs.  State  Commission 
(N.  Y.);  p.  399. 

Director  General;  railroad  not  responsible 
for  acts  of  servants  of;  H.  E.  &  W.  T.  vs. 
Tanner  (Tex.);  p.  772. 

Discrimination  in  favor  of  competitors  not 
sufficient  evidence  of  damage;  Hillsborough 
Mills  vs.  Boston  &  Maine  (Fed.  Ct.);  p. 
819. 

Dismantling  of  common  carrier;  TJp-to-Date 
Mining  Co.  et  al.  vs.  State  Commission 
(Col.);  p.  515. 

Electric  Ry.  between  two  states  in  interstate 
commerce;  Humphrey  vs.  D.  M.  &  T.  Ry. 
(Mich.):  p.  337. 

Empire  Refineries,  Inc..  vs.  Guaranty  Trust 
Co.  of  N.  Y.  et  al.  (Fed.  Ct.);  p.  1357. 

Evidence  not  presented  to  I.  C.  C.  may  be 
considered  on  second  trial  after  reversal  of 
decree  in  suit  to  enforce  award  of  I.  C.  C. ; 
P.  R.  R.  vs.  Weber  (Fed.  Ct.);  p.  611. 

Express  Co.  not  subject  to  statutory  penalty 
when  amount  demanded  exceeds  amount 
due;  Simmons  et  al.  vs.  Am.  Ry.  Express 
Co.  (Ark.);  p.  717. 

Federal  control  of  rates  valid;  N.  Y.  C.  vs. 
State  Commission  (N.  Y.);  p.  399. 

Federal  control;  suits  against  carriers  un- 
der: Pullman  Co.  et  al.  vs.  Uribe  (Tex.); 
p.  71;  Director  General  vs.  Robey  (Tex.); 
p.  71;  Morrell  vs.  N.  P.  et  al.  (N.  Dak); 
P.  71. 

Federal  legislation  supersedes  state  laws- 
Fort  vs.  D.  &  R.  G.  (Col.);  p.  669. 

Foreign  corporation;  jurisdiction  over- 
Mchts.  Elevator  Co.  vs.  C.  &  O.  (Minn.); 
p.  23. 

Grain  elevator  owner's  right  to  sidetrack 
connection:  Paul  Kuhn  &  Co.  vs.  C.  C.  C. 
&  St.  L.  (111.);  p.  819. 

Injunction;  application  for  against  state  com- 
mission must  be  heard  by  three  judges  (N. 

Johnson-Brown  Co.  vs.  D.   L.  W.   (Fed.  Ct.) ; 

p.   984. 

Liability;  express  agent  not  personally  lia- 
ble on  agreement  to  refund  overcharges; 

Hawkins  vs.  Wilson  (Vt.) ;  p.  129. 
Liability  of  consignee  for  freight  charges;  C. 

N.   W.   vs.   J.   I.    Case  Plow   Works    (Wis.); 

p.   447. 
Liability  of  consignee  for  freight  charges;  M. 

&  W.  vs.  Charles  Blanch!  &  Sons  (Vt.);  p. 

1357. 
Limitation     of     actions:     accounts     mutual. 

though    agreement    for    credit    illegal,    etc.; 


N.  C.  St.  L.  vs.  Tenn.  Mill  Co.  et  al. 
(Tenn.);  p.  717. 

Oil,  transportation  of,  by  pipe  line  In  inter- 
state commerce;  Eureka  Pipe  Line  Co.  vs. 
Tc -vis  Commission;  also  United  Fuel  Gas 
Co.  vs.  same  (W.  Va.);  p.  614. 

Overcharges;  liability  for  under  rule  of  state 
commissions;  State  vs.  Fla.  East  Coast 
(Kin.);  p.  337. 

Overcharges;  limitation  of  actions  for;  State 
vs.  Fla.  East  Coast  (Fla.);  p.  337. 

Power  transmission  line;  construction  of; 
Westlnghouse  Electric  Mfg.  Co.  vs.  Bing- 
hamton  Ry.  Co.  (N.  Y.);  p.  298. 

Privilege,  exclusive  to  cab  and  baggage  men; 
Mo.  Pac.  vs.  Kohler  et  al.  (Kan.);  p.  71. 

Rate,  application  of;  Kimball  et  al.  vs.  C.  R. 
I.  &  P.  (Fed.  Ct.);  p.  1316. 

Rate,  misquotation  of,  by  agent,  does  not 
affect  payment  of  lawful  rate  by  shipper; 
Director  General  vs.  Clarke  (Fed.  Ct.);  p. 
1316. 

Reconsignment  charges  on  grain  held  for  in- 
spection; Merchants'  Elevator  Co.  vs.  G.  N. 
et  al.  (Minn.);  p.  233. 

Regulation  of  rates  by  statute;  Hackworth 
vs.  Mo.  Southern  (Mo.);  p.  881. 

Safety  appliance  act;  application  to  termin- 
al railroad;  U.  S.  vs.  N.  P.  (Sup.  Ct.) ;  p. 
128. 

Side  track  agreement;  contract  releasing  rail- 
road for  liability  for  fire  held  not  against 
public  policy;  Adamstown  Canning  &  Sup- 
ply Co.  vs.  B.  &  O.  (Md.);  p.  611. 

State  commission:  jurisdiction  of;  State  et 
al.  vs.  A.  T.  &  S.  F.  et  al.  (Kan.);  p.  1264. 

State  courts;  jurisdiction  of;  Merchants'  Ele- 
vator Co.  vs.  G.  N.  et  al.  (Minn);  p.  233. 

State  penal  statute  invalid:  Director  General 
vs.  Cabaniss  (Ala.);  p.  188. 

State  rates;  no  inference  that  increase  ap- 
proved by  I.  C.  C.  affected  rates  on  intra- 
state  line;  Humphrey  vs.  D.  M.  &  T.  S.  L. 
Ry.  (Mich.);  p.  337. 

State  rates  in  effect  under  transportation  act; 
Mich.  Cent.  vs.  Mich.  Commission  (Fed. 
Ct.);  p.  1264. 

State  rates;  regulation  of,  by  Congress; 
State  Commission  vs.  N.  Y.  C.  (N.  Y.);  p. 
298. 

State  rates,  regulation  of  by  I.  C.  C. ;  N  Y. 
State  Commission  vs.  N.  Y.  C.  (N.  Y.);  p. 
515;  People  vs.  Long  Island  R.  R.  et  al. 
(N.  Y.);  p.  515. 

State  regulation  restored  by  termination  of 
federal  control;  N.  Y.  C.  vs.  State  Commis- 
sion (N.  Y.);  p.  399. 

Station;  location  of;  Southern  Ry.  vs.  Com- 
monwealth (Va.);  p.  188. 

Switching,  charges  paid  for,  done  by  ship- 
per subject  to  I.  C.  C.  jurisdiction;  Fink- 
bine  Lumber  Co.  vs.  G.  &  S.  I.  (Fed.  Ct.); 
p.  881. 

Switching  under  agreement  that  violates 
law;  carrier  cannot  recover  for;  O  S.  L.  vs. 
Am.  Smelting  &  Refining  Co.  (Fed.  Ct.); 
P.  881. 

Telegram,  interstate;  non-delivery  of;  limita- 
tion of  liability  binding;  Western  Union  vs. 
Halbert  (Miss.);  p.  447. 

Telegram;  state  penalty  not  recoverable  in 
interstate  commerce;  Western  Union  vs. 
Throop  (Ind.) ;  p.  819. 

Telegraphs  and  telephones — limitation  of  li- 
ability, etc.;  Western  Union  Tel.  Co.  vs. 
Estere  Bros.  &  Co.  (Fed.  Ct.):  p.  129; 
Frederick  vs.  Western  Union  (Fed.  Ct.); 
p.  129. 

Telegraphs  and  telephones:  valuation  for  fix- 
ing rates,  etc.;  S.  W.  Telegraph  &  Tele- 
phone Co.  vs.  City  of  Houston  (Fed.  Ct.); 
p.  447. 

Telegraph  Co.  claims  under  federal  control; 
Western  Union  vs.  Robinson  (Tex.);  p. 

Telegraph  message,  interstate:  Western  Un- 
ion vs.  Sou.  (S.  C.);  p.  1035. 

Telephone  companies;  railroad  commission 
authorized  to  regulate  rates  of:  Brooks- 
ville  et  al.  vs.  Florida  Telephone  Co.  (Fla.); 
p.  1357. 

Transfer  Co.;  right  to  solicit  business;  ex- 
clusion by  carrier  of  other  hackmen;  Chis- 
bee  et  al.  vs.  C.  R.  I.  &  G.  (Tex.);  p.  1357. 

Whiskey;  rate  for  transportation  of  contrary 
to  law  cannot  be  recovered  by  carrier; 
demons  et  al.  vs.  Director  General  (Ga.); 
p.  561. 


Mississippi    Valley   Association;    p.    175. 

Mohan,  C.  H. ;  accuracy  of  railroad  scales;  p. 
346. 

Morten,  F.  E. ;  the  industrial  traffic  man;  p. 
197. 

National  Assn.  of  Manufacturers;  opposes  rate 
reductions;  p.  1150. 

National  Industrial  Traffic  League;  pp.  78, 
136,  180.  227,  387,  406,  494,  601.  708.  709,  753, 
768,  858,  1129  (meeting  in  Cleveland,  resolu- 
tions on  rate  reductions,  etc.). 

New  England  lines;  divisions;  revenue  show- 
ing, etc.;  pp.  34.  217.  248.  292,  320,  498,  499, 
567,  715.  809,  977.  1120.  1207. 

New   England   Traffic   League:    pp.    1146,    1254. 

Newsom,  E.  H. ;  the  industrial  traffic  man;  p. 
198. 

New  York  Central  Chicago  terminals;  pp.  16, 
79,  781.  834,  933,  962,  966,  1009.  1104. 

New  York   port   development:   p.   930. 

New  York  State  Canal;  pp.  194,  304.  432.  528, 
822,  1260. 


New   York   Traffic  League;   p.   462. 

Norton,     T.     J.;     high    rate*    the    excuse    for 

profiteering;  p.  621;  regulation  of  state  rates; 

P.  942. 

Notices    of    arrival;    p.    27. 

Dilell,  O.  M.;  Increases  In  charges;  p.  569;  uni- 
form express  shipper's  receipt;  p.  346. 
Ohio  State  Industrial  Traffic  League;  p.  617. 
Operating  statistics;   pp.   34,   40,    136,   298,   620, 

672,    1042,    1150,    1349. 

Ore  rates,  etc.;  pp.  224,  394,  450,  472,  1080,  1128. 
lackers',    grocers'    complaints,    regulation    of, 

etc.;    pp.    57,    61,    216,    217.    274,    336,    829,    833, 

905,    1121,    1208,    1254. 
Packing  of  shipments;  p.  942. 
Palmer,    Henry    A.;    address   on    the     railroad 

problem;  p.   1017. 
Panama   Canal    traffic,    etc.;    pp.    26,    132,    512, 

607,    667,    765,    1032,    1196,    1212,    1324,    1352. 
Parcel    post;    pp.    179,    233,    310,    344,    352,    408, 

1362. 

Parmelee,  Julius  H.;  address  on  railroad  situ- 
ation,   p.    347. 

Pascal!,  A.   F. ;   tax  on  demurrage;   p.   245. 
Passes,   railroad;    pp.   308,    1093,    1212. 
Patterson,    R.    C. ;    tracing   1.    c.    1.    shipments; 

p.    139. 
Payments    to    carriers    by    government     loans. 

partial  payments,  etc.;   pp.   60,   133,   173,  237, 

272,    329      330,    402,    442.     453     (Winslow     bill 

passed),    455.    472,   496,   497,   624,   553,   576,   618, 

684,    722,    759.    832.    S77,    912,    994,    1062,    1132, 

1155,    1214,    1250,    1272,    1309,    1336. 
Per  diem,  railroad;  p,   70. 
Perishable,  freight;  pp.  58,  89,  138,  281,  290,  394, 

666. 

Petroleum   rates;   pp.    1299,    1359. 
Pierce,     W.      W. ;      express     company     postal 

notices;   p.   1093. 
Pinneo,    R.    D. ;    j.    t.    m.,    port   of   Astoria;    p. 

725. 
Plumb,  E.   R. ;   tracing  L.   C.   L.  shipments;   p. 

346. 
Poinclexter   anti-strike   bill;    pp.    125,    256,    1132. 

1324. 

Pomerene,    Senator;   address   on   railroad   con- 
ditions;  p.    1310. 
Port  charges;  pp.  879,  929. 
Port  equalization;   p.   175. 
Postal    revenues;    p.    217. 
Poteet,   R.   W. ;   elasticity   in   making  rates;   p. 

1314. 

Potter,   Mark   W.;   p.    1218. 
Pratt,    A.    B. ;    the    industrial    traffic    man;    p. 

141. 

Preferred   freight   service;    p.    938. 
Price,   W.   F. ;   tracing  L.   C.   L.   shipments;   p. 

407. 
Priority  power  of  the  Commission;  pp.  218,  502, 

713. 
Private   cars;   480   (decision  of  111.   Sup.   Ct.   In 

Gustafson   et   al.   vs.    Mich.    Cent.),    1009. 
Prohibition   and   ship   operation;    p.   161. 
Public    service    today   and    tomorrow;    address 

by  Alexander  Forward;   p.  350. 


QUESTIONS  AND  ANSWERS. 

Acceptance    of   goods;  .failure    or    refusal   of 

consignee;    duty    of    carrier;    pp.    1100    and 

1224. 

Advances  under  Ex  Parte  74;  p.   191. 
Application   of   rate;    p.    1366. 
Application  of  rates — state  vs.  interstate;  p. 

339. 

Automobile  parts,    detachable;   p.    31. 
Bill   of  lading  and  marks  on  goods;   conflict 

return;   p.   565. 
Bill    of    lading,    contradiction    between,    and 

marks   on   goods;    p.    935. 
Bill  of  lading  or  receipt;   right  of  carrier  to 

prescribe  its  own   form;   p.   937. 
Bill  of  lading;  recital  therein  as  to  condition 

of  goods;  p.   1368. 
Bonds,  indemnity;  p.  31. 
Canada;    prepayment   of   freight    charges   on 

shipments  to  and  from;   p.   240. 
Canada;   prepayment   of   freight   to;    p.   32. 
Canada,    shipments   to;    freight    charges;    p. 

1100. 

Canada;  tax  on  shipments  to;  pp.  92  and  403. 
Carload   rate  for  Carload  service;   pp.    94.    96. 

and  189. 
Carload   vs.    L.    C.    L.    charges   on    L.    C.    L. 

shipments;   p.   503. 

Carmack  amendment;  liability  of  initial  car- 
rier for  loss   occurring  on   connection;   pp. 

143   and  773. 

Carrier's   duty   to   accept   articles   for   trans- 
portation;  p.   403. 
Cars,    furnishing:   p.   564. 
Cars,   safe   and   suitable;    dutv  of   carrier   to 

furnish;   p.   142. 

Charges,     transportation;     liability     of     con- 
signee   for;    p.    988. 
Claims;   assignment  of;   p.   1100. 
Claims;    extension    of   time    for   filing    as    to 

shipment    moving    during    federal    control: 

p.   1224. 
Claims,    federal    control,    barred    if    not    filed 

with   I.    C.    C.    prior   to   March   1,    1921;    p. 

988. 

Claims  for  conversion;   time  to  file;   p.   1098. 
Claims  for  misrouting;   proof  of;   p.   1224. 
Claims  for  reparation;   p.   33. 
Claims  for  reparation;  time  within  which  to 

file;   p.   885. 
Claims  for  reparation  under  federal  control: 

time  to  file;  p.   1222. 
Claims;  Interest  on:  pp.  564  and  773. 
Claims:    loss   and    damage:    interest   on;    pp. 

443,   823.   824,   885.   1224,   1270.   1365. 
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Claims.  loss  or  damage;  time  within  which  to 

III.-;   p.   189. 
Claims;  notice  of;  pp.  32.  444.  884,  1100,  1164 

1272,    1366. 

Claims,  notice  of:  liability  of  carrier  for  fail- 
ure to  observe  provisions  of  bill  of  lading 

p.  404. 

Claims,  notice  of;  what  constitutes;  p.  343. 
Claims;  notice  to  delivering  line;  p.  1365. 
Claims;  parties  entitled  to  recover;  p.  1226. 
Claims;  party  required  to  file;  p.  403. 
Claims;  efficiency  of  notice;  pp.  241  and  341. 
Claims;    time   within   which   to   file;   pp.    676, 

719,  935. 

Classification;  change  in  rates;  p.   94. 
Coal,  conversion  of;  measure  of  damages  for; 

p.  823. 

Collection  of  freight  charges;   p.   144. 
Company  material;  freight  charges  on;  p.  141. 
Complaints,  informal;   p.  563. 
Concealed    loss;    liability    of    carrier    for;    p. 

615. 
Connecting   line;    liability   of;    pp.    826,    1162, 

1368. 

Consignee,  duty  of.  to  accept  goods;  p.  614. 
Conversion;  measure  of  damage;  p.  938. 
Conversion;  remedy  of  shippers;  p.  1166. 
Damage;  allowance  for  breakage  of  glass;  p. 

340. 
Damage;      deduction      for      Tolerance      and 

shrinkage  in  coal;  p.  566. 
Damage;   liability  for  If  negligent;   p    565 
Damage,    measure    of   goods    for    future    de- 

livery; p.   771. 
Damages;    carriers    against    whom    suit    for 

may  be  filed;  p.  676. 
Damages;    deduction    of    cash    discount;    pp. 

-*l.    613,    1222. 
>a,"laB,e*  due  to  transferring  in  transit;  pp. 

oO#,    Ilo4. 

Damages;  expense  incurred  by  reason  of  car- 

el    *°°ds  after  sendins 


D|nja«es;  failure  of  carrier  to  reconsign;  pp. 

Damages  for  delay;  measure  of;  p    1322 
Jamages  from  delay  in  transit;  p.  31 
Damages,   incidental;   p.   825 

1043gei045nCidentaJ;  liability  of  carrier;   pp. 

I>a£lafv?.iJLiabil'-ty  °f  carrier  for  goods  held 
M    evidence    m    criminal    prosecution;    p. 


P. 

[>am,ages;    liabilit>'    of    connecting    lines;    p. 
Damages;    liability    of   express   company;    p. 

Damages;    measure   of;    pp.    827,    1044,    1098, 

HDD. 
Damages,   measure  of,   for  loss  or  injury;   p. 

''"excess'  c^y;  °pf  ft  sale   °f  «**>   * 
y  °fl   fl'°m  Adams 


Dpm<1366 


household 


fi'e  SUlt:  p"- 
;    measure    of; 


Delay  In  transit:  p.  191 

D«««»      i   transit;    liability  of  carrier   for-    p 


5S""fled  "'«'"•«;  duty  of 
Dl*rZndb7llS*rl~!  What  constltutes;  PP. 
".•liv,r>.  on  team  tracks;  what  constitutes; 

DandC825t0  '****'"•  What  «»»tltute.:  pp.  190 
"*1*"    «f    Ml.;    p.    ,92. 


°"e  Per8°"   care 
pmnrr,     •  ;  car.  held  for  reconsignment:   p. 

deutned  f°r 


>•  Minn-age;  measure  of-  p    678 
'.-murrnKP;   notice  of  arrival     „    92 
IVmurr,ge  on  car.  detained'  for  plant   use; 


C0n8tructive 

«  ««« 


'  "•  "" 


Destination  specified  ;d  uty  of  carrier  to  de 

liver  to;  p.  774. 
Detention,  unreasonable,  of  tank  car;   liabil 

ity  of  carrier  for  rental  value;  p.   721 
Discount,   deduction  of;   from  amount  of  ac- 

tual damage;  p.   142. 

Diversion  of  car;  failure  of  carrier;  p.  720. 
Division  of  joint  rates;  p.   565. 
Duplicate  shipment;  express  or  freight  char- 

ges on;  p.   94. 
Embargo:     misrouting    of    shipment    on    ac- 

count of;  p.  774. 
Embargo;    rate    applied    when    lowest    rated 

route  is  embargoed;  p.  773. 
Equipment,   safe   anu   suitable;    duty   of  car- 

rier to  furnish;  p.   445. 

Express  Co.,  Adams;  suits  against:  p.  190. 
Express    company;    liability    of,    for    loss    of 

goods;  p.  1044. 
Express   receipt;    conflict   return,    and   marks 

on   package;    p.    773. 
Express  shipments,  carload;  terminal  service 

for;  p.   1320. 
Express  valuation;   erroneous  declaration  of; 

p.   1100. 
Federal  control;  causes  of  action  arising  out 

of;  p.  241. 
Federal  control;  causes  of  action  arising  out 

of;  p.  339. 
F.  O.  B.;passage  of  title  as  effected  by  that 

term  in  contract  of  sale;  p.  884. 
Fourth     section      relief      account      circuitous 
route  exceeding  direct  route  by  15  per  cent 
or  more;  p.  884. 
Import    shipments;    liability  of   rail    carriers; 

p.   339. 
Import     traffic,     Cummins     amendment;     p. 

444. 
Inspection;    consignee's    right    of   on    "order- 

notify"  bill  of  lading;  p.  1226. 
Inspection    of    car    before    loading;    duty    of 

shipper;   p.    936. 
Inspection  of  shipment;   consignee's  right  on 

order  notify  bill  of  lading;  p.   936. 
Interest;   liability  of  carrier  for;   p.    1226. 
Intrastate  rate;  application  of  an   interstate 

traffic;  p.  505. 

Liability   for  concealed  damages;   p.    92. 
Liability  for  freight  charges;   p.  938. 
Liability;    limitation    of   consignor    bound    by 

consignee's  stipulation;  p.  883. 
Liability  of  carrier  after  constructive  place- 

ment;   p.    92. 
Liability   of   carrier   as    common    carrier   vs. 

warehouseman;   p.  240. 

Liability  of  carrier,  as  such,  for  loss  of  goods 
being  transported  from  shipside  to  cars;  p. 
1166. 
Liability    of   carrier   at    non-agency    station- 

p.    935. 

Liability     of    carrier     for     damage   to   ship- 
ment  moving  in  open  top  cars;  p.  405. 
,JsS*tJr  of  carl'ier  tor  delayed  shipment;  p. 


«o. 

Liability  of  carrier  for  delay  from  derai 
t  fflSBS?  deflnition  of  "Act  of  God";  p.  614. 
Liability  of  carrier  for  delay  resulting  from 

error  in  car  number  inserted  in  bill  of  lad- 

ing by  agent;   p.   1322. 
Liability  of  carrier  for  difference  in  weight; 

P.     9oO.  \ 

Liability  of  carrier   for  forwarding  shipment 
without  proper   instructions;    p    721 
676     I365f  carrler  for  loss  and  damage;  pp. 

arerf°r10SSeS   a"er   de'ivery 


from  tank 


Liability  of  carrier  for  loss  or  injury;  p.  825. 

Liability  of  carrier  to  person  to  whom  goods 
have  been  delivered  by  mistake;   p.   613 
191  '445°  lO?"8'*"01"  f°r  freisnt  Charge8;  pp. 


pp. 
Liability    of    consignee    for    freight    charges 

£  1166  *  are  d  F"  °'  B"  deatlnation; 
Lipb342y  °f  express  comPany  for  partial  loss; 
Loading,  improper;  liability  for-  p  191 

forff;:  8n838UgenCe    ln;    liabillty    <*    shipper 

L°whln°i'    5"??    articles»:    minimum    charge 
when  loaded  in  flat  cars:  p.  1268 

PS  3n2shipment  moving  under  clear  record; 
i"n«?  "r.'nJ1"'^:  venue  in  action  for:  p.  825 

p    239Pm        :    refUnd   °f  import   duties   on; 
Lumber  demurrage  penalty  charge;  p    938 
Lumber;    penalty    charge    on    ca*s    held    for 

reconsignment;  p.  189. 

i    value;    what    constitutes;    p.    1098 
Varklng  of  shipments;  p.  341 
Minimum   charge  when   C.   L.   and   L    C    L 

shipments  are  loaded  in  same  car;  p.  1222' 
Minimum  class  rate  on  articles  rated  lower 

'"    exceptions     to   classification     than     in 

classification  proper;  p.  1320 
Minimum   weight  prescribed   by   tariff   must 

be  applied   regardless  of  size  of  car  furn- 

ished, unless  unreasonable;  p.  1322 

shipperVp"  m™^   mlsblllins:    "lability  of 
Misrouting;  carrier  liable  for  In  not  forward  - 
ng  by  cheapest  available  route-   p    136™ 
.1"0!"™"*  °f  8hlpment  account  of  ePmba?go; 


Misrouting;  interstate  versus  Intrastate 
route;  p.  444. 

Mixed  carloads  vs.  C.  L..  and  L.  C.  L.  ship- 
ment; p.  94. 

Notice;  mailing  of  postal  constitutes;   p.   773. 

Notice  of  claim  cannot  be  raised  by  carrier; 
p.  96. 

Notice  to  consignee  of  arrival  and  notice  to 
consignor  of  failure  or  refusal  of  consignee 
to  accept  goods;  p.  342.' 

Order — notify  hills  of  lading;  title  of  goods 
under;  p.  827. 

Order — notify  shipment;  diversion  of  by  con- 
signor; p.  1045. 

Order  notify  shipment,  party  to  file  claim  for 
loss  or  damage;  p.  144. 

Order — notify  shipments;  collection  of  pur- 
chase price  by  carrier;  p.  1043. 

Order — notify  shipments  to  non-agency 
stations;  p  825. 

Overcharge  claims  against  express  company; 
interest  on;  p.  564. 

Overcharges;  claims  for  refund;  p.  1168. 

Overcharges  resulting  from  insertion  of  er- 
roneous car  numbers  in  bills  of  lading;  p. 

Overcharges;  collection  of;  pp.  719  and  720. 

Overcharges;   interest  on;   p.   722. 

Overcharges;  time  within  which  to  file 
claims;  p.  94. 

Part  shipment  held  pending  arrival  of  bal- 
ance; p.  446. 

Perishable  freight:  liability  of  carrier  for 
damage  to;  p.  1045. 

Perishable  freight,  refused;  notice  to  con- 
signor of;  p.  773. 

Private   car   ownership;    evidence   of:    p.    988. 

Pullman   company;    liability   of;    p.    32. 

Rates;   application  of:  p.   1"320. 

Rates,    application    of,    in    Ransom    tariff;    p. 

Reconsignment  in  transit;  pp.  720  and  936. 

Reconsignment;  interstate  rate  applicable  to 
interstate  shipment;  p.  341. 

Reconsignment  in  transit  vs.  after  arrival- 
p.  339. 

Reconsignment  of  double  or  triple  loaded 
cars,  charge  for;  p.  445. 

Reconsignment;  receipt  of  notice  by  carrier 
must  be  proved  by  shipper;  p.  676. 

Reconsignment;  shipment  forwarded  by  car- 
rier but  diverted  to  express  company  in 
route:  p.  505. 

Reconsignment  vs.  reshipment;  pp.  190,  503, 
504.  823,  936. 

Reconsignment  where  track  haul  is  involved- 
p.  1098. 

Refusal  of  goods;  notice  to  consignor;  p. 
719. 

Refusal  of  consignee;  notice  of  to  consignor; 
p.  340. 

Refused  or  unclaimed  freight;  notice  of;  p. 
565. 

Refused  shipment;  reconsignment  of:  p.   503. 

Regulations  for  conduct  of  business;  right 
of  carriers  to  make;  p.  1102. 

Reparation;    p.    300. 

Reparation  awarded  only  on  order  of  Com- 
mission; p.  94. 

Reparation;  claims  for;  p.  443. 

Reparation  claims  period  of  federal  control 
not  to  be  computed  as  part  of  period  of 
limitation:  p.  189. 

Reparation;  voluntary  or  subsequent  reduc- 
tion; rate  by  competing  roads;  p  189 

Returned   shipment;   measure  of  loss;   p.   824. 

Return  of  goods  to  origin  by  carrier  without 
instructions;  p.  1222. 

Routing;    p.    1222. 

Routing— all  rail  vs.  rail  and  water  route;  p. 

04.  • 

Routing  by  shipper;  carrier  must  observe;  p. 

ol. 

Routing;  carrier's  duty  to  forward  via  cheap- 
est reasonable  route;  p.  302. 

Routing;  carrier  liable  for  misroute  in  for- 
warding via  all-rail  shipments  routed  rail- 
ana-water  without  instructions  from  ship- 
per; p.  240. 

Routing;  carrier  not  liable  for  misrouting  in 
not  turning  shipment  over  to  intermediate 

.   carrier;    p.    1270. 

Routing;  disignating  movement  via  deliver- 
ing line  which  connects  with  initial  line; 
complete  routing;  p.  988. 

Routing;  initial  carrier  entitled  to  line  haul 
movement;  p.  1102. 

Routing  inserted  in  bill  of  lading  by  car- 
"ers  agent;  shipper's  acceptance  'of;  p. 
o82. 

Routing:  no  obligation  on  part  of  owner  to 
deliver  misrouted  freight  to  connecting 
line  at  point  of  origin;  p.  240. 

Routing;  no  obligation  on  part  of  owner  to 
deliver  misrouted  freight  to  connecting  line 
at  point  of  origin;  p.  405. 

Routing  under  G.   O.   No.   1  of  R.   R.    A.   and 

5.  O.  No.  1  of  I.  C.  C..;  p.  302. 

Route  specified;  charges  on  basis  of;  p.   141. 

Ru,Ie  and  rate;  partial  loss  of  shipment  un- 
der; liability  of  carrier  for;  p.  882. 

Sale  of  goods  by  owner  after  loss  or  damage 

_  notation   has   been   made;    p.    340. 

Sale  of  goods  without  notice  to  consignor; 
PP.  341,  1100,  1226. 

Sale  of  perishable  goods  by  carrier;  p.  443. 

Sale  of  unclaimed  goods  without  notification 
to  shipper;  p.  340. 

Sale  of  unclaimed  merchandise;  p.   445. 

Scrap  iron  ratings  as  applied  to  scrapped 
mill  rolls;  p.  826. 

Service,    special;   p.:    1222. 
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Shipper's  load  and  count;   pp.  404,   1044,  1164, 

Uiis.   i  MI;. 
Shipper's    load -and    count    notation;    pp.    443, 

818, 

Shortage    from    open    top    cars;    liability    of 
i    for;    p.    986. 

Sh..ltai:e    ill    shipments    \iim    III    open    ears: 

I-.  884, 

Shortage;    liability   of   carrier   lui  ;    |i.    985. 
Shortage;    liitliility    when-    carrier    failed    to 

weigh   cars;   p.   405. 
Shortage   of  shipments   moving   ill  open  cars: 

I.,    lull. 

Si.l.-    tracl.s:    id  'live  t  y   on:   p.    77.">. 
Slat.'    sliiinn.nl.-.    reparation    on._during    six 

months    miarant\     period:    p.    127'!. 
stoppage  ill  transit;  pp.   142,  239,  1370. 
Storag.  I,    1164. 

Sim  .i-s    on    shipment    not    covered 

li\    n-\ .  mi,     lulling;  p.   141. 
Storage   charges   on   shipment    not    Covered   by 

I  .-venue     billing;     P-     503. 

storage  charge*;  right  of  carrier  to  assess 
on  unclaimed  shipments:  p.  1137. 

Storage    ill    traiisitn;    p.    675. 

Storage,    tax   on;    p.    31. 

Storage  vs.  demurrage;  L.  C.  I.,  shipments; 
p.  1 

Strike:    delay    caused    by;    p.    986. 

Strike:   delay   resulting   from;    p.    1272. 

Switching  absorptions,  terminals;  discrim- 
ination in;  p.  988. 

Switching   charges;    absorption   of;    p.    565. 

Tank  car.  rental  for,  while  being  rebuilt: 
l>.  340. 

T;ink  cars;  unreasonable  detention  of;  lia- 
bility of  carrier  for  rental  value:  p.  403. 

Tap  lines:  allowances  to;    p.  505. 

Tariff;  compliance  with  necessary  to  obtain 
benefits:  p.  986. 

Tariffs;    application    of;    p.     I!M. 

"Tarpaulin  attached"  on   bill  ol   lading;  p.  92. 

Tax  on  Cuban  shipments.  .January,  1918;  p. 
211. 

Tax   on   export  shipments;   p.   190. 

Tax  on  shipments  to  Canada;   p.    !«:{. 

Tax  on  storage;  pp.  445,  1366. 

Tax  on  storage  and  demurrage:  p.  678. 

Tax.  refund  of.  on  goods  sold  F.  O.  B.  point 
of  origin;  pp.  341,  564. 

Tax.  war,  on  transportation  charges:  p. 
1224. 

Telegraph  company ;  liability  for  negligence 
in  transmission  or  delivery  of  message;  p. 
1370. 

Telegraph  messages;  limitation  of  liability; 
p.  721. 

Terminal  service  for  carload  express  ship- 
ments; p.  1320. 

Through  rate  exceeding  aggregate  of  inter- 
mediates; reparation;  p.  403. 

Through  rates;  rates  used  as  factors  for 
constructing,  carried  in  tariffs  that  do  not 
refer  to  Kelly's  228;  p.  339. 

Through  route  and  rates;  duty  of  carrier  to 
establish;  p.  826. 

Tolerance  and  shrinkage  in  coal;  deduction 
for;  p.  302. 

Transfer  of  shipments  en  route  resulting 
from  carriers'  rules  prohibiting  movement 
of  their  cars  off  their  rails:  shippers  not 
liable  for  charges  accruing  from;  p.  883. 

Transit  charge  not  retroactive:   p.   341. 

Unclaimed  freight;  duty  of  carrier  to  notify 
shipper;  p.  986. 

Undercharge   as   offset    to    overcharge:    p.  32. 

Undercharge,  collection  of;  defense  in  suit; 
p.  403. 

Undercharges;   collection   of;    p.    720. 

Undercharges;  collection  of  bv  carrier;  p. 
1168. 

Undercharges:  collection  of  small  amounts: 
p.  1226. 

Undercharges;  liability  of  consignee  for;  pp. 
96.  404,  721. 

Undercharges;  time  within  which  to  file  suit; 
p.  1224. 

Value,    actual;    rates   based   on;    p.    721. 

Valuation,    declared;    rates   based   on;   p.    882. 

Value  in  express  receipt  less  than  actual 
value:  p.  142. 

Warehouseman;  liability  of  carrier  as;  pp. 
239,  1270. 

Warehouseman;  liability  of  carrier  as  com- 
mon carrier  versus  warehouseman:  p.  444. 

War   tax   on   trackage   rights;    p.    444. 

War   tax   on   transportation:    p.    339. 

War   tax  on  valuation  charges;   p.   774. 

War   tax:    party   liable    for:    p.    985. 

Water  lines;  jurisdiction  of  I.  C.  C.  over; 
p.  3?,. 

Water  lines:  jurisdiction  of  1.  C.  C.  over; 
limitation  of  liability  by:  p.  615. 

Weighing;  pp.  675  and  824. 

Weighing  of  freight;  pp.  564,  676. 

Weighing  and  reweighing  ot  carload  freight; 
I).  31. 

Weight,  error  as  to  in  billing:  liability  of 
carrier;  p.  1320. 

Weight:  receipt  in  bill  of  lading  as  to:  bur- 
den of  proof  on  carrier  to  show  weight  was 
dim-rent  from  amount  specified  in  bill  of 
lading;  p.  1166. 

Weights;  carrier  not  required  to  protect  in- 
voice or  estimated  weights  except  under 
tariff  authority;  p.  678. 

Weights;    estimated    vs.    sral.-;    p.    1224. 


Railroad  equipment,   p.   60. 
Railroad   problem;    solutions  for;    p.   727. 
Railway    News    and    Statistics;    annual    report 
of   bureau;   p.    42. 


Railway  revenue;  October  and  10  months: 
pp.  3(1.  82;  November  and  11  months:  pp. 
XL-.  133.  256:  December  and  12  months,  pp. 
378,  455,  495,  591:  January,  pp.  591.  664,  710: 
1  -  bruary  and  2  months:  pp.  770,  818,  874; 
March  and  three  months,  pp.  1014.  1097, 
1128:  March  and  seven  months,  p  1186; 
April,  pp.  1240,  1288,  1361.  See  also  revenue. 

Ramsey,  G.  K.;  discussion  of  transportation 
act;  p.  244. 

Rate   changes:    information   as   to;   p.    960. 

Rate  committees;  pp.  68,  215.  830,  1136,  1374, 
1382. 

Rate  construction  and  tariffs;  report  of  Trafllc 
Ix-ague  committee;  p.  1132. 

Kate-making  section  of  the  law:  pp.  378,  407, 
433,  500,  670,  599.  813.  921,  922.  990,  1211. 
1253.  1300. 

Rate  revision;  b\    W.  K.  Sanderson:  p.  10-10. 

Rea,  Samuel;  testimony  before  Cummins  Com- 
mittee; p.  11!)7.  12110. 

K.-a  plan  for  helping  the  carriers;  pp.  11H7, 
I -'on.  1336. 

rjeconslgnment  charges,  restrictions,  etc.,  pp. 
42,  46,  58,  180,  290,  482,  545,  551,  696  (sixth 
section  permission  52373).  822,  844,  1134  (re- 
port of  Traffic  League  Committee.) 

Reductions  in  rates,  proposed  and  actual;  in- 
fluence of  high  rates  on  business;  etc.;  see 
advanced  rates. 

Repair  costs,  etc.;  railroad;  pp.  122,  124,  182, 
258,  526,  664,  820,  1136.  1362. 

Reparation;    pp.    9.    135,    284,    300,    356,    443,    493. 

Revenue  of  carriers;  pp.  68,  82,  133,  182, 
271,  see  also  railway  revenue. 

Road  building  material,  rates  on;  pp.  971,  977, 
1013.  1079.  1128,  1202,  1335. 

Roberts,  J.  B. ;  Mississippi- Warrior  service;  p. 
1214. 

Robertson,  R.  B. ;  president  Traffic  Club  of 
Chicago;  p.  775. 

Rochambeau,  C.  E. ;  careful  handling  of 
freight;  p.  517. 

Rock  wood,  R.  W. ;  tracing  L.  C.  L.  shipments; 
p.  621. 

Roof,  X,.  Glenn;  condemns  the  railroads;  p. 
1211. 

Ro/.ell.   E.   M.;   handling  of  pianos;    p.    1039. 

Russell,  G.  T. ;  efficiency  in  car  movement;  p. 
727. 

Sanderson,  W.  K. ;  freight  rate  revision;  p. 
1040. 

Scales,  railroad;  accuracy  of;  pp.  346,  449,  517, 
570.  670,  671,  727,  824. 

Scai  If.  G.  M. :  cost  of  distributing  tariffs;  pp. 
347,  449. 

Schenck,  A.  Van  C.;  government  ownership; 
p.  940 

t-'churz,  James  R. ;  the  new  Warfleld  plan;  p. 
830:  poor  Commission  appointments;  p. 
1039. 

Scrivener,  B. ;  effort  of  rates  on  revenue;  p. 
886;  railroad  passes;  pp.  1093,  1212;  tracing 
L.  C.  L.  shipments;  p.  84. 

Seamen's  act,  La  Follette;  Scott  bill,  etc.; 
pp.  934,  994,  1032,  1257,  1307. 

Securities;  application  for  permission  to  issue; 
action  on  applications;  etc.;  pp.  24,  26,  28, 
30,  42.  44.  46,  60,  70,  72.  88,  91,  98,  100,  102, 
126,  132,  152,  168,  182,  184,  192,  202,  206,  238, 
241,  242.  256.  260,  264.  272,  294,  308,  310,  320, 
326,  328.  330,  336.  343,  344,  356,  358,  362, 
364,  368,  375,  409,  418,  420.  424,  436,  458.  460, 
462,  472,  479,  481  (Burlington  bond  decision), 
490,  524,  526.  528,  530,  536,  546,  550,  554,  557, 
560.  566,  568,  572.  574,  576,  584,  592,  598,  612, 
617,  624,  626,  62S,  636,  654,  674,  682,  684,  696, 
697,  698,  704,  724,  726.  732,  734,  740,  762.  766, 
786.  788,  820,  834,  835,  836,.  840,  842,  844,  856, 
868.  888,  890,  892,  908,  927,  944.  946.  950,  962, 
968,  981,  992,  996,  998,  1014,  1016,  1035,  1037, 
1046,  1048,  1050,  1052,  1066,  1067,  1081,  1090, 
1108,  1127,  1137,  1150,  1168,  1170.  1176,  120S, 
1220,  1232,  1254,  1266,  1274,  1280,  1290,  12.93. 
1304,  1309,  1312,  1315,  1318,  1326,  1328.  1336. 
1340,  1349,  1352,  1361,  1364,  1374,  1376,  1380. 
1384.  See  also  finance  docket. 

Seldler,  E.  W. ;  thinks  rates  should  come 
down;  p.  1314. 

Service  Orders;  Nos.  1  and  13  vacated,  p.  46; 
coal,  pp.  19,  20;  No.  19  abrogated,  p.  186; 
No.  17,  vacated,  p.  544;  Nos.  5,  10  and  11 
vacated,  p.  844. 

Shepherd,  B.  R. ;  percentage  increases;   p.   407. 

Shippers'  Chicago  conference;   pp.   497,   599. 

Shipper's  ten  commandments;  by  J.  B.  Hunt- 
Ington;  p.  407. 


SHIPPING    BOARD,    THE    U.    S. 

American  vessels   for  exports;   pp.   716,   1083. 

Appointments  to,  personnel  of,  etc.;  pp.  9, 
77.  161,  234.  353.  408.  439,  481,  506.  606,  649, 
667,  716,  754.  802,  878,  929,  970,  1030,  1034, 
1086.  1220,  1255  (new  board  appointed), 
1307,  1350  (biographies  and  portraits  of  all 
members),  1351. 

Appropriations  for;  pp.  67.  76,  77.  338,  929, 
1086,  1256.  1307. 

Brokerage   fees;    p.    446. 

Claims;  settlement  of;  p.   1337. 

Coast  to  coast  trade;   pp.   353,   408,    440. 

Commission,    Interstate   Commerce;    co-oper-  ] 
atlon    with;    pp.    77,    131,    232. 

Construction   of  vessels:   p.    132. 

Criticism  of;   pp.   25,   1151,   1257. 

Emergency    Fleet    Corporation;    p.    76. 

Engines  for  American   vessels;   p.   753. 

Export  rates;   pp.  352.   765. 

Finances  of;   pp.   25,   766. 

Foreign   discrimination;    pp.    77,    408. 


Foreigners   In   ship  erevs;    pp.    131,    930. 
Freights  and  charters;  pp.  X78.  928,  868,  1033. 

1082,    1151,   1206,    1258.    1307,    1S63. 
Grain   rates;   pp.   75,   130,   310.   252,   71«. 
Hog  Island;  p.   512. 
Inland   waterway  control;   p.   180. 
International  Mercantile  Marine  Co.;  pp.  176, 

228,    230.    298.    440.    510,    513,    657. 
Investigation  of  and  charges  against;  pp.  132, 

293,    439,    510,    512. 

Merchant   marine;    see   general   index. 
Ocean   freight   rates,   etc.;    pp.   408,    608,    668, 

929,   970,   1087. 

Pacific  coast  rail   rates;   p.   607. 
Pacific   trade    routes;    pp.    293,    439,    667.    930. 
Practice  and  procedure;   pp,   113,  233,  408. 
Rate   regulation;   p.   57. 
Reconditioning   of  ships;    p.   310. 
Sale  of  ships:    pp.   24,    130,   132,    178,    179,   513, 

766,  1152,  1232,  1258. 

Ship   building;    pp.    78,    178,   513.    718,    1153. 
Ship   Operation;   pp.   131,   180,   668. 
Shipping  conditions;   pp.   24,   613. 
Tariffs  of  water  carriers;   p.   879. 
Teal,  Commissioner;   report  on  operations  of 

Board;   p.   506. 
U.   S.   Mail   S.   S.   Co.   contract;   pp.   131,   607, 

766. 
Wages;    pp.    512,    608,    716,    765,    878,    930,    970, 

1034,    1086,    1152,    1220,    1307.    1352. 
Wooden    ships;    pp.    132,    180. 
Wool   rates,    Boston   to  Philadelphia;    p.    460. 


SHIPPING    DECISIONS. 

Actions;  governed  by  law  of  place  where 
brought;  Dorff  vs.  Taya  et  al.  (N.  Y.);  p. 
23o. 

Actions;  limitations  of;  Greenhill  vs.  Dilano 
et  al.  (N.  Y.);  p.  23. 

Amelia,  The  (Fed.  Ct.);  p.  1035. 

Appeal  opens  whole  case  for  hearing;  T.  M. 
Duche  &  Sons,  Ltd.  vs.  The  John  Twohy 
(Sup.  Ct.);  p.  820. 

Arpillao,   The   (Fed.  Ct.);   p.   984. 

Assignments;  Dorff  vs.  Taya  et  al.  (N.  Y.); 
p.  233. 

Attached  vessel  decree  dismissing,  without 
day,  Is  final;  The  Pesaro  (Sup.  Ct.);  p. 
820. 

Attachment  by  certain  persons;  statute  per- 
mitting not  unconstitutional  as  conferring 
special  rights  on  a  class;  Greenbaum  vs. 
Smith  (Fed.  Ct.);  p.  1357. 

Barrett,  The  Mary  F.  (Fed.  Ct.) ;  p.  985. 

Bill  of  lading  a  contract  unless  contrary  to 
law;  Old  Dominion  S.  S.  Co.  vs.  Blake- 
man  (Va.);  p.  669. 

Bill  of  ladin?  held  to  limit  recovery  to  in- 
voice value  and  freight  less  proceeds;  U. 
S.  Willow  Furniture  Co.  vs.  La  Compagnie 
Generale  Transatlantique  (Fed.  Ct.);  p. 
1263. 

Bill  of  lading,  illegal,  does  not  limit  liabil- 
ity of  carrier;  Old  Dominion  S.  S.  Co.  vs. 
Blakeman  (Va.);  p.  669. 

Capture,  after;  carrier  entitled  to  full 
freight;  N.  Y.  &  Cuba  S.  S.  Co.  vs.  Guaya- 
quil &  Q.  (Fed.  Ct.);  p.  933. 

Charter  contract,  breach  of;  action  for  held 
action  on  contract  for  direct  payment  of 
money;  Greenbaum  vs.  Smith  (Fed  Ct.); 
p.  1357. 

Charter  party;  damages  for  detention  not 
within  demurrage  provision,  etc.;  Sugar 
Products  Co.  vs.  M.  &  G.  Nav.  Co.  (Fed. 

Charter  party— discharging  ballast;  the  Gey- 
ser (Va.  Fed.  Ct.);  p.  24. 

Charter  party — failure  to  carry  full  load;  the 
Saigon  Maru  (Ore.  Fed.  Ct.);  p.  24. 

Charter  party;  ratification  of  change  in;  the 
Doon;  Petit  vs.  Turner  (Fed.  Ct.);  p.  612. 

Charter  party — unsafe  ballast — charter 
liable;  the  Geyser  (Va.  Fed.  Ct.);  p.  24. 

Commission,  rates  filed  with,  binding  on 
shipper;  Old  Dominion  S.  S.  Co.  vs.  Blake- 
man (Va.);  p.  669. 

Conspiracy  of  union  laborers  to  prevent  ship- 
ment of  goods  enjoinable;  Burgess  Bros. 
Co.,  Inc.,  vs.  Stewart  et  al.  (N.  Y.);  p.  1318. 

Damages  for  detention  beyond  term  of  time 
charter;  Schoonmaker-Conners  Co.,  Inc.. 
vs.  Lambert  Trans.  Co.  (Fed.  Ct.);  p.  772. 

Damages,  measure  of,  for  total  breach  of 
contract  by  charterer  of  ship;  Greenbaum 
vs.  Smith  (Fed.  Ct.);  p.  1357. 

Damages,  measure  of;  the  Saigon  Maru 
(Fed.  Ct.);  p.  23. 

Dead  freight  allowed  where  shipper's  agent 
required  sailing  without  full  cargo;  N.  Y. 
&  Cuba  S.  S.  Co.  vs.  Guayaquil  &  Q.  (Fed. 
Ct.);  p.  933. 

Delay  risk  of,  is  on  vessel,  in  absence  of 
agreement;  Earn  Line  S.  S  Co.  vs.  Man- 
atl  Sugar  Co.  et  al.  (Fed.  Ct.);  p.  820 

Demurrage  for  delay  at  port  of  call  not  im- 
posed on  charterer;  Earn  Line  S.  S.  Co. 
vs.  Manati  Sugar  Co.  et  al.  (Fed.  Ct.);  p. 
820. 

Discrimination;  carriers  by  water  are  re- 
quired to  serve  the  public  without;  by 
shipping  companies  and  union  employes 
against  employer  of  non-union  labor  held 
criminal;  Burgess  Bros.  Co.,  Inc.,  vs.  Stew- 
art et  al.  (N.  Y.);  p.  1318. 

Evidence;  Dorft  vs.  Taya  et  al.  (N.  Y.);  p. 
233. 

Evidence  insufficient  to  show  agreement  to 
pay  Increased  rate:  Strachan  Shipping  Co. 
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vs.    Gulf   State*   Steel    Co.    (Fed.    Ct.);    p. 

Exemption  of  vessel  as  property  of  foreign 
government:  the  Pesaro  (Sup.  Ct.);  p.  820. 

Foreign  vessel,  liability  of,  to  suit  in  rem 
Is  jurisdictional  question;  the  Carlo  Poma 
(Sup.  ft);  p.  S20. 

Junior.  The   (Fed.  Ct.) ;   p.   1035. 

Liability;  charterer  not  relieved  of.  for  neg- 
ligence, because  loss  was  not  within  its 
liability  as  insurer;  Portsmouth  Fisheries 
Co.  vs.  J.  U  Roper  Lumber  Co.  (Fed.  Ct.); 
p.  772. 

Liability  for  damages  caused  by  negligence; 
Achilla  Starace  &  Co..  Inc.,  vs.  Rapoul  S. 
S.  Line,  Inc..  et  al.  (N.  Y.);  p.  612. 

Liability  for  loss  of  cargo  due  to  delay  re- 
sulting from  unseaworthiness  of  vessel; 
the  Pehr  Ugland  (Fed.  Ct.);  p.  1264. 

Liability  for  loss  of  cargo  limited  by  bill 
of  lading;  Stevens  vs.  Cunard  S.  S.  Co. 
(Fed.  Ct.);  p.  1264. 

Liability  of  ocean  carrier  for  failure  to  de- 
liver;'Sunny  Point  Packing  Co.  vs.  Alaska 
S.  S.  Co.  (Wash.);  p.  1082. 

Liability,  statute  limiting,  should  be  liber- 
ally construed;  People's  Nav.  Co.,  Inc.,  et 
al.  vs.  Toxey  et  al.  (Fed.  Ct.);  p.  820. 

Lighters;  term  of  time  charter  of  not  ex- 
tended by  their  unavoidable  detention; 
Schronmaker-Conners  Co.,  Inc.  vs.  Lam- 
bert Trans.  Co.  (Fed.  Ct.);  p.  772. 

Limitation  of  actions;  Dorff  vs.  Taya  et  al. 
(N.  Y.);  p.  234. 

Loading;  reasonable  diligence  by  charterer 
is  sufficient;  the  Levi  W.  Ostrander  (Fed. 
Ct.);  p.  1316. 

Loss  of  hired  dredge  due  to  charterer's  negli- 
gence; Portsmouth  Fisheries  Co.  vs.  J.  L. 
Roper  Lumber  Co.  (Fed.  Ct.);  p.  772. 

Moore.    Nettle,    The    (Fed.    Ct.);    p.    1035. 

Notice  of  readiness  to  load  about  certain 
date  held  definite  notice;  N.  Y.  &  Cuba 
S.  S.  Co.  vs.  Guayaquil  &  Q.  (Fed.  Ct.) ; 
p.  933. 

Owego,   The    (Fed.    Ct.);    p.   1035. 

Payment  of  freight;  Greenhill  vs.  Delano  et 
al.  (N.  Y.);  p.  23. 

Pleading;  Greenhill  vs.  Delano  et  al.  (N.  Y.); 
p.  23. 

Prepaid  freight  charges  for  lost  goods;  Dorff 
vs.  Taya  et  al.  (N.  Y).;  p.  233. 

Prepaid  freight  recoverable  for  non-delivery; 
N.  Y.  &  Cuba  S.  S.  Co.  vs.  Guayaquil  & 
Q.  (Fed.  Ct.);  p.  933. 

Principal,  undisclosed;  Greenhill  vs  Delano 
et  al.  (N.  Y.);  p.  23. 

Repair  of  machinery;  owner  of  chartered 
vessel  has  reasonable  time  for;  The  Bjorne- 
fjord  (Fed.  Ct.);  p.  1357. 

Rules  at  port  of  loading;  contrast  made  with 
reference  to;  N.  Y.  &  Cuba  S.  S.  Co.  vs. 
Guayaquil  &  Q.  (Fed.  Ct.);  p.  933. 

Seaworthiness;  Portsmouth  Fisheries  Co  vs 
J.  L.  Roper  Lumber  Co.  (Fed.  Ct.);  p. 

State  commission  without  jurisdiction  as  to 
physical  connection  of  rail  and  water  car- 
riers: State  vs.  A.  C.  L.  (Fla.);  p.  1082. 

Strikes  do  not  excuse  delay  by  charterer  in 
furnishing  cargo;  The  Levi  W.  Ostrander 
(Fed.  Ct.);  p.  1316. 

Tlceline,   The   (Fed.   Ct.);   p.   1035. 

Manatl  Sugar  Co.  et  al.  vs.  Earn  Line  S. 
S.  Co.  (Fed.  Ct.);  p.  820. 

Tug  liable  for  loss  of  tow;  Dempsey  vs. 
Maryland  Trans.  Co.;  Miller  Fertilized  Co 
vs.  Same  (Fed.  Ct.) ;  p.  772;  tug  owner  not 
entitled  to  limitation  of  liability  for  lost 
tow ;  same. 

Value,  limitation  of.  held  valid-  N  Y  & 
^uba  S.  s  Co.  vs.  Guayaquil  &  Q.  (Fed. 

War   risk    Insurance;    amount   due   owner   by 
charterer   held    immaterial     in     charterer's 
ctlon  against  subcharterer;   Goshl  Kaisha 
i  iimamoto   Sohontin    vs.   France   and   Can- 
ada  S.   S.   Co.,    Ltd.    (N.   Y.);   p.    1357 


Short   lines:   Commissioner's   attitude   towards 

mfwS^W:i«;  i43967i.  709-  769-  801-  877' 

Sl'1|etrack  agreements,  leases,  etc.;  pp.  87.  14S, 

Silk  classification  case;  pp.  57,  63.  127,  137,  320. 
mmonx.  K.;  the  Industrial  traffic  man;  p.  85. 
'"I0,?"'   Hav;   Public  Interest   in   labor  case; 

p.    Son. 

Simpson.    J     B.  :    reply    to    Senator    Smith    on 

KUbjfct  of  freight  rates;  p.  1039 
Smith.   A.   H.;   testimony  before  Senate  Com- 

mittee: pp.  1075.  1137. 

1254'    '"'    N''    tnlnkfl   rate"    are    to°   h\Kh;    p. 

8ni»jk'j4«  sii  war  tax  °"  trani<Portatlon:  PP- 

J.    Atlantic    States   Association;    p.    175 
Southeastern   rate  revision;    p.    597 
nthern   Traffic   League:    p.    768. 
ithnort  Mills  and  related  cases;  pp.  356.  391. 
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'   W    W    K  :   "1<>vator   '«"<>  leases;   p. 
'  °'  K"  acc"rac>r  of  railroad  scales;  p. 
Hc'-Tmo  al1owancei!  to  <n<Ju«trlal 
SUte    rates.  'etc.;    Jurisdiction    over;    pp.    396, 


450  (Kenyon  bill).  558,  665,  782,  831,  1026, 
1030,  1120,  1122,  1203,  1347. 

States  rates  under  ex  parte  74;  pp.  11,  44,  6S, 
126  150,  16S,  217,  221,  222,  223,  250,  275,  288, 
322  333  379  382,  377,  395,  425,  450,  483,  484, 
491  515  547,  553,  558,  585,  596,  604,  624,  652, 
665  666  704  831,  878,  917,  918,  940,  977,  1062, 
1066,  1120,  1128,  1176,  1200,  1202,  1246,  1378. 

Steamship  sailing,  contracts,  etc.  ;  pp.  300,  1309. 

Stebbings,  A.  W.;  Rule  7,  consolidated  classifi- 
cation; p.  137;  tracing  L.  C.  L.  shipments;  p. 
246. 

Stedman,  E.  A.;  express  company  postal 
notices;  p.  886. 

Stenciled   address;    p.    990. 

Store    door   delivery;    pp.    482,    930,    1052,    1147, 

Sugar'  rates;    pp.    1079,    1128,    1155,    1202,    1304, 

1X68 
Sulphur  dioxide  gas  shipment  of;  p.   684. 

SUPREME    COURT,    U.    S.,    DECISIONS. 

Anderson-Tully  Co.  vs.  V.  S.  &  P.  et  al;  pay- 

ment of  reparation;   p.   1081. 
Army   officers'    property   rates    on;     Oregon- 

Wash.    R.    R.    &    Nav.    Co.    vs.    U.    S.     and 

Western  Pacific  vs.   U.   S.;   pp.   555,   932. 
Ault,  H.  A.  F.  vs.  Mo.  Pac.  ;  penalty  for  non- 

payment of  wages;    p.    1192. 
Bracht,  A.  L.  vs.  S.  A.  &  A.  P.  Ry.  Co.;  claim 

for  damage  to  vegetables;  pp.  63,  127. 
Bribery  of  federal   official;   Harry  Krichman 

vs.  U.   S.  A.;   p.  1081. 
Burke,  James  J.  E.  vs.  N.  P.  R.  R.  Co.;  loss 

and  damage;   pp.   489,   556. 
Claims;  assigning  of  under  merger;  S.  A.  L. 

vs.  U.  S.;  p.  1246. 
Dallas,  Tex.;  suit  by  Armour  &  Co.  to  enjoin 

removal  of  track;  p.  489. 
Duplex  Printing   Press   Co.    vs.    International 

Assn.  of  Machinists;  p.  57. 
Erie    R.    R.    Co.    vs.    Paterson,    N.    J.;    Public 

Utility  Commissioners;  grade  crossings;  p. 

63. 
Government  request  for  transportation  with- 

out contract;  A.,  T.  &  S.  F.  vs.   U.   S.  ;   p. 

1316. 
Gustafson,  C.  A.  vs.  Michigan  Central;   pen- 

alty for  private  car  delay;   p.   1127. 
Hasty,   J.   F.,   &   Sons,   Mt.   Olive   Stave  Co., 

Puiaski     Cooperage    Co.,     and     the     Henry 

Wrape  Co.  vs.  S.  L.,  I.  M.  &  S.  and  U.  S. 

Fidelity    and     Guaranty     Co.;     overcharge 

claims;   pp.   489,   555. 
Intrastate     Commerce;     employe     in;     Cali- 

fornia;  p.   250. 

Lang  vs.   N.  Y.   C.;   accident  case;   p.   724. 
Linder,   W.   A.   vs.    S.   P.;    liability   for  death 

of  engineer;  p.  63. 
Loss    due    to    conversion    of    potatoes;    Pere 

Marquette  vs.  J.  F.  French  &  Co.;  pp.  169, 

Mail,  carriage  of;  M.,  K.  &  T.  vs.  U.  S.-  p 

1246. 
McGrew  Coal  Co.  vs.  Mo.  Pac.  Ry.  Co.;  over- 

charge case;   p.   833.  , 

Merrick,   The  C.   L.   Co.  vs.   M.,   St.   F    &  S. 

Ste.  Marie;  N.  Dakota  coal  rate  case;  p.  16. 
Minneapolis  vs.  Great  Northern;  confiscation 

of  land  for  street;   p.  250. 
Missouri  passenger  train  service;  burden  on 

interstate  commerce;  pp.  169,  514 
Newspapers;   transportation  by  mail;   p    250. 
Nichols  &  Co.  vs.   Y.   &  M.  V.   et  al.;   liabil- 

ity for  loss  on  siding;  p.   1192 
Northern  Pacific  Ry.  vs.  U.  S.  ;  Montana  land 

patent;  p.  833. 
Ocklawaha   Valley    Railroad    sale    presented; 

Owen,  Mark  &  Co.  vs.  Mich.  Cent.;  liabilitv 
of  carrier  after  delivery;  p.  1192 

Personal    injury   cases;    p.    960. 

Pigott,   Noel;   damage  for  injuries;  p.   250. 

Safety  Appliance  Act—  Application  to  ter- 
minal railroad;  U.  S.  vs.  N.  P.;  p.  128 

Schnull  &  Co.,  Indianapolis,  Ind  vs  Van- 
dalia;  deficiency  in  rates  on  a  particular 
class  of  traffic  cannot  be  made  up  by  rates 
on  some  other  traffic;  p  489 

SeSttle,'  ?,ort  of  vs-  Oregon  and  Washington 
R.  R.  Co.  et  al.;  right  to  build  wharves, 

Soldiers;  charge  for  carrying;  A  T  &  S  F 
vs.  TJ.  S.;  p.  868. 
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Vlscose.  The,  Company  vs.  Director  General 
127  S"k  classification  case;  pp.  57,  63, 

Wasliburn  Lignite  Coal  Co.  vs.  M  ,  St  P  & 
Ste.  Marie;  N.  Dakota  coal  rate  case;'  p 
15.  % 

Western  Union  Telegraph  Co.  vs.  Esteve 
f/os-  &  Co.;  liability  for  cable  error;  p. 

119*. 

Wire  companies;  liability  for  damages  under 
federal  control;  Western  Union  vs  Poston; 
p.  1246. 

York  &  Whitney  vs.  N.  Y.  C.  &  H  R  •  pay- 
ment of  undercharges;  p.  1081. 

Suspension    of    tariffs,    rules    for;    pp.    88.    125, 
254. 

Tl83oy>    °'    A':    delay   by   rate   committees;    p. 
Tariff  distribution   waste;    p.    1093 
Tariff   filing  rule   suspended:    p.    1293 
Tariffs;   waste   in   posting;    p.    784 

•ffs;    cost    of   distributing;    pp.    346     449 
larlff.    customs   and   rates:    p.    802 

ffs;   delay    in   receiving;    pp.    406,    1133. 


Tariffs;   .simplification   of;   p.    355. 

Tariffs;    uniformity    of;    p.    1213. 

Taylor,   E.   O. ;   silk   classification   case;   p.   137. 

Taylor,  H.  H.;  transportation  in  Mexico;  p. 
1352. 

Tax  on  transportation,  demurrage,  etc.;  pp. 
31  34  42,  83,  137,  148,  190,  193,  224,  241,  243, 
245  339,  340.  345,  403,  420,  434,  444,  445,  518, 
528  564,  671,  678,  774,  976,  985,  1136,  1224, 
1254,  1366. 

Telegraph  and  telephone  reparation  claims; 
p.  306. 

Telephone  consolidation;   pp.    1048,    1203. 

Telephone  revenue:  October,  p.  362;  Novem- 
ber and  eleven  months,  p.  420;  December 
and  twelve  months,  p.  734;  January,  p.  946; 
February  and  two  months,  p.  1137;  March 
and  three  months,  p.  1349. 

Telegraph  and  telephone;  government  regula- 
tion of;  pp.  519,  1068,  1121. 

TENTATIVE    DECISIONS    OF    I.    C.    C. 

Aberdeen.  S.  D..  vs.  C.  &  N.  W.  et  al.;  case 

12178;    coal   tar:   p.    1342. 
Acme  Cement  Plaster  Co.  vs.  A.  C.  Y.  et  al; 

case  8297!  gypsum  tile;  p.   1295. 
Acme  Cement  Plaster  Co.  vs.  A.  T.  &  S.  F.  et 

al. ;   case  10950;   cement  plaster:   p.   167. 
Aetna  Explosives  Co.  vs.  West  Shore  et  al. : 

case  11385:   blasting  caps;   p.   1343. 
Aetna  Explosives  Co.  vs.  B.  &  O.  et  al. ;  case 

11913;    reparation    for   mlsrouting;   p.   868. 
Aetna    Explosives    Co.,    Inc.    vs.    C.    &    E.    I. 

et  al. :   case   11934;  glycerine;   p.   1250. 
Alabama  Co.  et  al.  vs.  Southern  et  al. ;  case 

11048;    iron   ore,   coal,   etc.;   p.    915. 
Ala.-Ga.   Syrup  Co.    vs.  A.   C.  L,.   et  al. ;   case 

11271;   cane   syrup;   p.   657. 

Albers    Bros.    Milling    Co.    vs.    Director    Gen- 
eral; case  11768;  refuse  molasses;  p.  325. 
Algoma  Panel  Co.  et  al.  vs.  A.  &  W.  et  al.; 

case    11125;    veneer  and   built    up  wood;    p. 

438. 
Aluminum    Ore    Co.     vs.    Director    General; 

case   11805;    flourspar;   p.    487. 
Ambrose,    G.    F.,    vs.    Director   General;    case 

12097:    fir  piling;    p.    1250. 
Amendt  Milling  Co.  vs.  N.  Y.  C.  et  al. ;   case 

11586;  grain;  p.  597. 
American     Agricultural     Chemical     Co.      vs. 

Director     General;     case     12116;     sulphuric 

acid:    p.   1250. 
American    Cyanamid    Co.    vs.    Mich.    Cent,    et 

al.;  case  11421;  cynamid;  p.  1341. 
American  Milling  Co.   vs.   P.   &  P.  U.   et  al.; 

case    12077:    palm    kernel    meal;    p.    1250. 
American    Wood    Pipe    Co.     vs.     Ore. -Wash. 

et  al.;  case  12075:  wooden  pipe;  p.  1250. 
Anaconda  Copper  Mining  Co.  vs.  B.  R.  <St    1'. 

et   al.;   case   11754;    copper   bars;    p.   807. 
Ansaldo    and    Nicholes   vs.    Director-General: 

case    11575;    barrels;   p.    118. 
Apache  Cotton  Oil  &  Manufacturing  Co.   vs. 

Ark.  W.   et  al. ;   case  11848;   cottonseed:   p. 

1016. 
Appalachian   Marble   Co.,   Inc.,   vs.    Southern 

et    al. ;    case    11531;    marble    spalls;    p.    326. 
Arnhold     Bros.     vs.     Director-General:     case 

11872;   dried   egg  yolk;   p.    1313. 
Arizona    Corporation    Commission    et    al.    vs. 

Arizona    Eastern    et    al. ;    case    11505;    i-e- 

ment;   p.   226. 
Arizona    Corporation    Commission    et    al.    vs. 

Arizona  Eastern  et  al. ;   case  11541;   Neva- 
da, Arizona,  and  N.  Mexico  fares;  p.  553. 
Arizona    Corporation    Commission    et    al.    vs. 

Arizona    Eastern    et    al.;    case    11814;    as- 
phalt:  p.   1296. 
Arkansas  Jobbers  and  Manufacturers  Ass'n. 

vs.   C.  R.  I.   &  P.  et  al. ;  case  10592;   grain 

and  products;   p.    1191. 
Armour   &    Co.    vs.    Erie    et    al. ;    case    11794; 

soda  ash  and  caustic  soda;   p.   656. 
Armour  &  Co.  vs.  D.  B.  C.  &  W.  et  al. :  ease 

11795:   salt:  p.   707. 
Armour  &  Co.  vs.  O.  S.  L.  et  al.;  case  11797; 

fresh    meat;    i.    707. 
Armour    &    Co.     vs.    Director-General;     ease 

11905;   cocoanut   and  peanut  oil;    p.    761. 
Armour  &   Co.   vs.   C.   &  N.  W.   et  al.;   case 

12128;   condensed  milk;    p.   1067. 
Atlanta   Ice   &    Coal   Corp.   vs.    Director-Gen- 
eral; case  11072;  ice;  p.   119. 
Atlantic  Refining  Co.  vs.  N.  Y.  C.  et  al. ;  CMC 

11535;  petroleum  and  asphalt;  p.  118. 
Atlantic  Refining  Co.   vs.   L.   R.   &   N.  et  al.: 

case  11588;  parafflne  wax;  p.  284. 
Ault  &   Wiborg   vs.    K.   O.    &   G.   et  al. :    ease 

11607:  carbon  black;  p.  326. 
Ault    and    Wiborg    Co.    vs.    C.    M.    &    St.    I'. 

et  al.;  case  12019:  paper;  p.  968. 
Ault  and  Wiborg  Co.   vs.   P.   C.   C.    &   St.   L. 

et  al.;  case  12109:  barytes;  p.   1248. 
Ault    and    Wiborg    Co.    vs.    Southern    et    al. : 

case   12119;    sulphate   of  borium;   p.    1343. 
Automatic  Sprinkler  Co.  of  America  vs.  A.  & 

V.  et  al. ;  case   11146:  sprinklers  and  heat- 
ing mixtures;   p.   1067. 

Baltimore  Trust  Co.  et  al.  vs.  Director-Gen- 
eral;  case  12136;  demurrage;  p.   1191. 
Bancroft,  Joseph,  &  Sons  Co.  et  al.  vs.  N.  Y. 

N.   H.   &  H  et  al.;   case   11694;   book  cloth: 

P.   1250. 
Barnett   Lumber  Co.    vs.    C.    &   E.    I.    et   al.: 

case  11627;  coal:  p.  809. 
Barrett   and   Zimmerman    vs.    C.   R.    I.    &    I'. 

et     al.;     case     11978;     steel    horse     collars; 

Bartlesville  Zinc  Co.  vs.  Director-General: 
case  11468;  demurrage  charges:  p.  117. 

Beaumont  Chamber  of  Commerce  vs.  Direc- 
tor-General; case  11574;  logs;  p.  917. 
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liedford  i'ut  Stone  Co.  ft  :ii.   \.s.  r.   I.  &  L. 

,i    .il.;   caM    II  I--:   stone;   p.   i:ii:i. 
i:, ,1101, 1    i-nlp    .-in,i    Paper   Co.    vs.    c.    &   O. 

IH7U:    wood    pulp:    p.    '.'17. 
neiber  Tinnk  and  ^  i  '   J' 

MIH!    Seash I    al. ;    case    HM»I:    elass    and 

eimiiiH'.lit>     rates    imni    \ViK«tl>ur>.    N.    J.; 

p.  I  : 

i,>ii  Dual  Mining  Co.  vs.  C.  I:,  .v  '.'    ft  :il.: 

ir.iM:    car   service;   p.    l" 
;    Clymcr    Mfg.    Co.    va.    L.    &    N.;     case 

lir.U;     stra«lif  rrifs;     p.     JM. 
l:irmiimliam    ra,  king   Co.   vs.    Director-del) 

eral;   case    l":ixn:    livr  stuck:   p.    L89. 
Kinniiiv.liani    racking  Co.   vs.   N.   O.   &   N.   K. 

•    11854;  cattle  an s»;  p.  TOG. 

r.irmlngliatu     Kail    and     Ixx-omotlve    Co.    vs. 

A.     C      I,,     i-l     al.:    case     lllISi;);     steel     rails. 

p.   656. 
r.lm  d, •!- Donovan    Lumber    Mills    et    al.    vs. 

Ann      Arbor     ft     al.;     case     12094;     cedar 

shiiiKlfs:    p.    ll'.H. 
Holdt    Chas.,  Class  Co.  vs.  Director-General; 

case   i-"i!>;   bottles;  p.   1015. 
Bold  I     ('has..    Paper   Mills    vs.    l>irc  ctor-Gen- 

eial-  COM   ln.-ji2:  silicate  of  soda;  p.  282. 
Boldt    Charles     I 'ai.fr  Mills  Co.   vs.  Director- 

Qeneral;  case   L2153;  coal:  p.  1250. 
Boston    Chamber    of    Commerce    et    al.    vs. 

in-,  an    s.    S.    I'll,    of   Savannah    et   al. ;    case 

'.M4S;    rates    from    New    England    to    South- 
east;   p.    1127. 

,  ,M    Unol    Trade  Assn.  vs.  B.  &  A.  et  al. ; 
lliilii:      Boston     switching     district; 

p.   llv 
Huston  Wool  Trade  Assn.  vs.  B.  &  A.  et  al.; 

11  Kill;   wool;  p.   1067. 

Boston  Wool  Trade  Assn.  vs.  A.  &  S.  et  al. : 
11121:   parts  of   fourth   sect.   aps.   345 

and  34!):  wool;   p.   913. 
Boston  Wool  Trade  Assn.  vs.  A.  T.  &  S.  F. ; 

case   11837;    wool;    p.    657. 
Brazil  Clay  Co.  vs.  Cent.  Ind.  Ry.  Co.  et  al. ; 

case   11742;   coal;   p.    1343. 
Brenner,   Ferd,   Lumber   Co.,   Inc.,   vs.   A.   T. 

At  S.   K.  et  al. ;  case  12107;  logs  and  lumber; 

p.    1248. 
Brick    from    Bernice.    Lansing,    and    Maynard 

to   Chicago    switching   district;    case   11317; 

p.   487. 
Brooks  Elevator  Co.  vs.  A.  &  W.  et  al.;  case 

11897;    blackstrap;  p.   437. 
Builders  Brick  Co.   et  al.   vs.   A.   T.   &   S.   F. 

et  al.;  case  11314;   brick;  p.   117. 
Burns  and   Hancock   Fire    Brick   &    Clay  Co. 

vs.    Director-General;    case    11877;    Indiana 

coal;  p.  916. 
Cairo  Assn.  of  Commerce  vs.  C.  St.  P.  &  O. 

et  al.;  case  11529;  lumber,  etc.;  p.  707. 
Cairo    Assn.    of    Commerce    et    al.     vs.    111. 

Central  et  al. ;  case  11530;  logs,  etc.;  p.  916. 
California    Fruit    Growers'    Exchange    vs.    C. 

&  N.  W.'et  al. ;  case  11677;  oranges;  p.  487. 
Cameron  Coal  Co.  et  al.  vs.  M.  &  E.  et  al. ; 

case   11670;    physical    connections;   p.    916. 
Cannon     Manufacturing    Co.     vs.     Southern; 

case  11926;  sulphuric  acid;  p.  917. 
Canton    Chamber    of    Commerce    vs.    P.    Co. 

et  al.;  case  8899;  coal;  p.  119. 
Capital  City  Ice  and  Storage  Co.   vs.   St.  L.- 

S.  F.;  case  11943;   ice;   p.  655. 
Carnation    Milk    Products    Co.    vs.    A.    T.    & 

S.  F.  et  al.;  case   11712;   purishable   freight 

tariff;    p.    487. 
Central  Refractories  Co.  vs.  T.  &  O.  C.  et  al.; 

case  11813;  flre  clay;  p.  1191. 
Central   Wisconsin    Supply    Co.    vs.    C.    M.    & 

St.  P.  et  ill.;  case  12275;  fuel  wood;  p.  1342. 
Oertaln-teed   Products  Corp.  et  al.   vs.   A.   T. 

&    S.    F.    et    al. ;    case    11481;    roofing,    etc.; 

p.   488. 
Channel   Chemical  Co.   vs.  A.   T.   &  S.   F.   et 

al. ;    case   9086;   O-Cedar   polish   and   mops: 

p.    12!o. 
Charleston    Milling    Co.    vs.    Mo.    Pac.;    case 

12114:  cornmeal;   p.   917. 

Charleston    (S.   C.)   Mining  and  Manufactur- 
ing  Co.    vs.    Director-General;    case    11662; 

coal:    p.    808. 
Chattanooga  Coke  and  Gas  Co.  vs.   D.   G.   & 

C.    et   al. :    case    11279;    coal    tar  oil;   p.    326. 
Chevrolet    Motor  Co.    of   Calif,     vs.    U.    P.    et 

al.:    case    11738:    classification    of    starting 

device^;  p.  7si?. 
Chicago,     North    Shore    and    Milwaukee:     in 

ie   intrastate  fares  of;  case  11558;  p.  867. 
Chicago   Sand   &  Gravel  Producers  et  al.   vs. 

A.   T.  &  S.   F.  et  al.;  case  11490;  sand  and 

gravel:    p.    225. 

C.  &  E.  I.  vs.  St.  L.-S.  F.;  case  11825;  divi- 
sions  on    traffic;    p.    705. 
Chicago-Springfield    Coal    Co.    vs.     Director- 

<!,neral:  case   11778:   coal;   p.  761. 
Chitteiulfn   and    Eastman   vs.   A.   &  Y.  V.   et 

nl.:   case   11663:   furniture;    p.   807. 
Citizens  Coal  Mining  Co.  vs.  111.  Cent,  et  al. : 

case   1177!!:   ccal:   p.   807. 

Citizens   Coal   Mining  Co.   vs.   Director   Gen- 
eral:     ease     11781;      Springfield,      111.,     coal 

rates;   p.   705. 
Citizens    Gas    Co.    of    Indianapolis   vs.    Direc- 

tor-Grneral;    case    31819;   sand   and    gravel: 

p.    12.r.0. 
Clinchflc'ld    Coal    Co.    vs.    C.    C.    &    O.    et   al.: 

case  11996:  p.  917. 
Crad,  James  A.,  vs.  C.  St.  P.  M.  &  O.  et  al. : 

case    11!)10:    petroleum   products;   p.    968. 
Cobbs  and  Mitchell.  Inc.,  vs.  G.  R.  &  I.;  case 

11216;    logs;   p.   61. 
Cocke.    F.    A.,    Live    Stock    Co.    et    al.   vs.    B. 

S.    L.    &    W.    et  al. :   case  11960;    horses  and 

mules;   p.   l'M9. 


Coffee  from  OalvoHton  and  other  Gulf  ports; 

I.   S.    117.,:   p.    1311. 
Collins    Northern    lee    Co.    vs.    Dlrector-Qen- 

ei.,1:   eas,.  11873;   Ice:   p.   487. 
Columbia    (JiuiiT.i    Co.    \s.    !•:.    St.    I...   C.    *.•    W.: 

case    11489;    crushed    stone    und    limestone; 

p.    437. 

Columbia    Steel    Co.    vs.    10.    J.    &    K. :    case 
llilu.'i;;     siih.     N«i.     1,     Judson     Mfg.     Oo.    va. 

Sam.;     Case      Ili;:;n.      M'te  rthcuiKlit     Copper 

Co.  vs.   i:.  ,v;-  o.   el   ill.;   lire  I, tick:   p.   v  s. 
Consolidated  Coal  Co.  of  St.  Louis  va.  Direc- 
tor  General;    case    11780;   coal;    p.    762. 
Consumers  Ice  Co.  et  al  va.  Pere  Marquette 

et  al.;  case  11263;  ice;  p.  438. 
Coral   Ridge  Clay   Products   Co.   vs.    Director 

General;   case   11936;   building  tile;   p.   1249. 
Cosden    &    Co.    vs.    Midland    Valley    et    al.; 

case    11286;    Oklahoma    two-line    rates;    p. 

6fiS. 
Cotton    Manufacturers'    Assn.    of    S.    C.    vs. 

C.  C.  &  O.  et  al.;  case  5504;  coal;  p.  1343. 
Cotto-Waxo  Co.  et  al.  vs.  Ann  Arbor  et  al. ; 

case    11907;    floor    sweeping    compound;    p. 

597. 
Crucible    Steel    Co.    of   Am.    vs.    B.    &    O.    et 

al. ;   case   11536;    coal   switching;   p.    120. 
C.,   St.   P.,   M.   &   O.   et  al.   vs.   Great   Lakes 

Transit    Corporation;    case    11757;    division 

of  through  rates;  p.   1295. 
D'Arcy   Spring   Co.    vs.    Mich.    Central;    case 

11546;   iron   and  steel   prices;   p.   225. 
Darling   and   Co.   vs.    Director   General;    case 

12182;   animal   tankage;   p.   1343. 
Decker,   Jacob   E.,   &   Sons   va.    M.   &   St.   L. 

et  al. ;   case  11578;   meats,   etc.;   p.   1015. 
Decker,   Jacob   E.,    &   Sons  vs.   C.   G.   W.   et 

al. ;   case  11667;   fresh  salted  meats;  p.   914. 
De  Jean,  A.  L.,  vs.   S.  P.  et  al. ;  case  11817; 

concentrated  cotton;   p.   917. 
De  Jean,  Armand,  vs.  Director-General*  case 

11882;    cotton;    p.    326. 
Detroit  Produce  Assn.  vs.  Mich.  Cent.;   case 

11590;    reconsignment;    p.    119. 
Dewey    Portland    Cement    Co.    vs.      Director 

General;    case    12203;    coal;    p.    1342. 
Diamond  Alkali   Co.   vs.   F.,   P.   &  E.   et  al. ; 

case  10236;  divisions;  p.  326. 
Diamond  Alkali   Co.   vs.   F.,    P.   &   E.   et  al. ; 

case    11373;    federal   control;    p.    597. 
Dixie  Portland  Cement  Co.  vs.  Director  Gen- 
eral;  case  1997;   cement;   p.   1296. 
Doe,  F.  P.,  Lumber  Co.  vs.  S.  P.;  case  11807; 

lumber;    p.    488. 
Douglas   Chamber    of   Commerce   and   Mines 

Traffic   Bureau   vs.   A.,   T.   &   S.   F.   et   al.; 

case   11442;   class  and   commodity  rates;   p. 

1295. 

Du  Pont,  E.  I.,  de  Nemours  &  Co.  vs.  Direc- 
tor General;   case  11616;   coal;   p.   284. 
Du    Pont,    E.    I.,   de   Nemours    &   Co.    vs.    P. 

R.    R.    et    al.;    case    11617;    sulphuric    and 

nitrating  acid;   p.   553. 
Du   Pont,   E.   I.,    de   Nemours   &   Co.   vs.    W. 

J.    &    S.    S.    et   al.;    case    11618;    zinc   lined 

wooden  boxes;    p.    706. 
Du   Pont,    E.    I.,    de   Nemours    &   Co.    vs.    G. 

&  W.  et  al.;   case  11622;  salt;   p.   390. 
Du   Pont,    E.   I.,    de    Nemours    &    Co.    vs.    P. 

R.    R.    et    al.;    case    11918;    sulphuric    and 

muriatic  acids;   p.   707. 

Du  Pont,  E.  I.,  de  Nemours  &  Co.  vs.  Direc- 
tor-General;   case    11953;    cars   beat   orders 

for  reconsignment;    p.    761. 
Du    Pont,    E.    I.,    de    Nemours    &    Co.    vs.    P. 

R.   R. ;   case   12000;   sulphur;   p.   1249. 
Duquesne  Coal  &  Coke  Co.  et  al.  vs.  P.  &  W. 

Va.    et   al.;    case   11364;    coal;    p.    552. 
Dyer  Packing  Co.   vs.   Big  Four  et  al.;   case 

11707;    tomatoes;    p.    326. 
Early-Foster  Co.  vs.  S.  P.  et  al.;  case  11685; 

sugar;    p.    553. 
East  Tenn.  Packing  Co.  vs.  Southern  et  al. ; 

case  11552;   cattle,   sheep  and  hogs;   p.   390. 
Elm   City   Lumber   Co.    vs.    S.   A.    L.    et   al. ; 

case    11815;    lumber   demurrage;    p.    389. 
El    Paso    Chamber   of   Commerce   vs.    C.,    B. 

&  Q.   et  al. ;   case   11624;   apples;   p.   389. 
El   Paso   Sash    &    Door   Co.    vs.    A.,    T.    &    S. 

F.    et    al. ;    case    11372;    window    glass;    p. 

325. 
Empire    Cotton    Oil    Co.    vs.    A.,    F.    &    G.    et 

al. ;    case    11870;    peanuts;    p.    917. 
Empire  Cotton  Oil  Co.  vs.   M.,  A.   &  S.;   case 

11944;    cottonseed;    p.    1248. 
Empire    Steel   and    Iron    Co.    vs.    C.    R.    R.    of 

N.   J.    et   al. ;    case    10387;    coal;    p.    120. 
Equity  Cooperative  Packing  Co.  vs.  Director 

General;    case    12014;    meats,    etc.;    p.    1015. 
Excelsior    Shook    and    Lumber    Co.,    Inc.    vs. 

S.    A.    L.    et   al. ;    case    12021;    lumber    de- 
murrage;  p.    915. 

Fairfleld  Lumber  and   Coal  Co.  vs.   Birming- 
ham  Southern   et   al.;    case   11634;   coal;   p. 

167. 
Fairmount    and    Cleveland    Coal    Co.    vs.    B. 

&   O.   et  al.;   case   12145;   coal;   p.   1296. 
Falls  City  Mill  and  Feed  Co.  vs.  O.   S.  L.  et 

al. ;   case   11557:   hay   and   grain:    p.    656. 
Farley  and   Loetscher   Manufacturing   Co.    et 

al.  vs.  A.,  T.  &  S.  F.;  case  11824;  mill  work; 

p.   389. 
Farris  Hardwood  Lumber  Co.  et  al.  vs.  Tenn. 

Cent.    et.   al. ;    case   11402;    logs;    p.    119. 
Fels  &   Co.   vs.    B.    &   O.   et  al.;   case   11614; 

soya  bean  and  whale  oil;   p.  225. 
Fles    and    Son    et   al.    vs.    Director    General; 

case    11038;    live   stock;    p.    119. 
Fort    Dodge    Commercial    Club    et    al;    case 

11673;    fuel    oil;    p.    325. 


Foster    Lumber    Co.    vs.     Director     General; 

case  11654;  coal;   p.   284. 
Freeport   Sulphur   Co.    va.    Director   General; 

case  11260;  crude  sulphur;   p.   438. 
Galena    Signal   Oil    Co.    of   Tex.    vs.   C    4    S. 

et  al.;  case  11652;  sulphuric  acid;  p.  61 
<;.ary    San.  I-L  line    Hrick   Co.    va.    A.,    T.    &    S 

F.   et  al.;   case   11395;   brick;    p.   326. 
Gaynor    Bros.    vs.    Director    General    ct    al' 

case    11786;    hay;    p.    817. 
Gaynor  Lumber  Co.   vs.   Director  General  et 

a  I.:    case   11746;    lumber;   p.    119. 
(Jcncral  Klectric  Co.  vs.  N.  T.  C.  et  al.'  case 

11911;    marine    turbines;   p.   762 
Ge,no^al  Ir,?n  Work»  vs.  Big  Four  et  al;  case 

11842;    oil   field  equipment;   p.    868. 
Glacier  Co.  vs.  Am:  Ry.  Express;  case  11948 

iff    cream:    p.    r,:i7. 
Glencoe  Lime  and  Cement  Co.  YS    Mo.   Pac  : 

case    11515;    limestone;    p.    487 

G7i«'o  W'  .R"  &  Co'  vs'  G'  N-  et  »'•:  <»«e 
11592;  potato  starch;  p.  283. 

Great  Western  Smelting  and  Refining  Co.  vs 

p"  917  P'  et  al';  case  11912;  ant'n«>ny: 

Growers'  Rice  Milling  Co.  vs.  Director  Gen- 

r  c.r,alt>  c«asf  11845;  paddy  rice'  p-  488- 

Gulf  Refining  Co.  of  La.,  for  Union  Pet- 
roleum Co.,  of  Phila.,  vs.  St  L  -S  F  et 
al.;  case  12143;  gasoline;  p.  1191.' 

Gulf  States  Steel  Co.  et  al.  vs.  L.  &  N  et 
&  casec.110,97:  also  suit  No.  1,  Republic 
Iron  &  Steel  Co.  vs.  L.  &  N.  et  al  ;  in- 
dustrial plant  switching;  p.  915 

Hamilton  Foundry  and  Machine  Co.  vs  Di- 
rector General;  case  121*8;  demurrage  on 
frozen  sand;  p.  1249 

Ha^S"  Jawing  Co.  vs.  N.  P.  et  al.;  case 
11227;  frozen  meat,  export;  p.  326 

Hazelhurst  Oil  Mill  and  Fertilizer  Co  va. 
E...  J.  &  E.  et  al.;  case  11933;  sulphate 
of  ammonia;  p.  1015. 

Heggem   &   Davis  et  al.   vs.   A.    T    &   S    F 
et   al.;    case   11604;   pig  iron;    p.   207 
i^-nies   MininS   Co.   vs.    N.   P.   et   al.;    case 
ll'09'   ores  and   concentrates;   p.   656 

Hilb  and  Bauer  vs.  Director  General  et  al.; 
case  12173;  scrap  iron;  p.  1343. 

Hillsboro    Coal    Co.    vs     C      C      C     &    St     L. 

' 


4;   cars  for  mlnes;   p.  ' 
Chamber    of    Commerce    et    al     vs 

p  '  552  et  a'';  case  11896;  gas  masks: 

Hugger  Bros.  Gravel  Co.  YS.  M.  &  O    et  al  • 

case   11939;    sand   and   gravel;    p.    1250 
Hydraulic   Press   Brick    Co.    vs.    P      C      C     & 

St.    L.    et   al.;    case   11596;    coal;'  p   "65?' 

?a]-/uel    ,C°'    vs-    Director    General;    case 

11876;    coal;    p.    917 
Illinois    Glass    Co.    vs.    111.    Terminal    Co     et 

al.;  case  11587;  ground  limestone;  p.   487 
Indiana    Commission    et    al.    vs     A      T     &    S 

F-  ^Lal-;  case  H388;  rates  to  Twin  'cities; 

Indianapolis   Board  of  Trade  vs.  B    &  O    et 

al;    case   11704;   grain;    p     1247 
Ingram-Day  Lumber  Co.  vs    L  '&  N    et  al  • 

case    11844;    lumber;    p.    437    ' 
Interior   Lumber   Co.    YS.    B.    C      G     &   A     et 

al.;  case  11648;   weights  of  lumber;   p.  'l67. 
Jonas   and   Naumberg,    Inc.,   vs.   Mich    Cent 

et   al.;    case   11899;    skins;    p.    762 
Jones,  H.  P..  vs.  Director  General;  case  12079; 

feeder    cattle;    p.    913. 
Jareckci    Chemical    Co.    vs.    B.    &    O.    et    al  • 

case    11368;    nitrate    of   soda;    p.    284 
Kansas,  Oklahoma  and  Gulf  vs.  St.  L  -S    F  • 

case    12300;    use   of   track;    p     1342 
Kaufman.    David,    &    Sons    Co.    vs.  '  Director 

General;   case   11765;   scrap  iron;   p.    807 
Kaufman.    David,    &    Sons    Co.    vs.    Director 

General;   case    11766;    locomotive   crane;    p. 

553. 
Ky.    Wholesale   Co.,    Inc.,'  YS.    Director   Gen- 

eral;    canned   kraut:    case   11989;   p.    913 
Kline.   John.    Brick   Co.   vs.   N.   Y    C    et   al  • 

case    11425;    brick;    p.    118 
Koenig,   P..   Coal   Co.   vs.   H.   V.   et  al.;   case 

11964;    switching:    p.    552. 
Krauss    Bros.    Lumber    Co.    vs     A.    &    M     et 

al.  ;    case   11881;    demurrage;   p.   1190 
Laclede   Steel   Co.    vs.    C.   &   A.    et   al  •   case 

11564;  fuel  oil;  p.  389. 
La  Crosse  Shippers'  Assn.  vs.  Ann  Arbor  et 

al.;  case  8525;  class  rates;  p.  1190. 
Lafayette  Hydraulic  Gravel  Co.  et  al.  vs.  C. 

&  E.  I.  et  al.  ;  case  11476;  sand  and  gravel; 

Lautz    Bros.    &    Co.    YS.    Director    General; 

case  11571:   cocoanut  oil;  p.  1016. 
Lawrance.   I.   G.,   vs.   Director   General:    case 

11488;   stone:    p.   284. 
Leavenworth  Chamber  of  Commerce  vs.  L.  & 

T.  et  al.:  case  10454;  switching;  p.  809.- 
Lee,   H.    D.,    Flour   Mills   et   al.   vs.    Director 

General:  case  12152:  export  flour;  p.  1191. 
Lehigh  Valley  Coal  Co.   vs.   Director  Gener- 

al.;   case    11463:    Lehigh    Valley    Light    & 

Power  Co.  vs.  Same  et  al.;  case  11192;  Le- 

high Coal  &  Navigation  Co.  vs.  Same;  case 

11692:   anthracite   coal;   p.    1294. 
Le  Prestre,  Miller  Stock  Farms,  Inc.,  vs.  Erie 

et  al.:  case  12099;  reparation;  p.  1191. 
Lewis  Werner  Stave  Co.  vs.  B.  S.  L.  &  W.  et 

al.;  case  11482;  oak  staves;  p.  437. 
Liberty  Oil  Co..  Ltd.,   vs.  T.  &  B.  V.  et  al.; 

case  11462:  crude  petroleum  p.  915. 
Link-Belt  Co.  et  al.  vs.  P.  C.  C.  &  St.  L.  et 

al.:  case  12032:  roller  chain;  p  1191. 
Little  Cahaba  Coal  Co.  vs.  Director  General; 

case  11637;  coal;  p.  22S. 
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Little    Cnhaba>    Coal     Co.      vs.      Birmingham 
Southern  et  al.;   case   11638;   coal;   p.   168. 

nt     lumber  Co.  et  al.  vs.   C.   B.   &  Q. 
et  nl.:   case  2420;   reparation:  p.  326. 
Lumber  carload  minima;  case  10128;  p.   1294. 
Mnci;owan  Coffee  Co.  vs.    III.    Cent,    et    al.; 

case    l.'021»;   coffee;   p.    1342. 
Madden.  Orth  ,x-  Hastings  Co.  vs.  C.  B.  &  Q. 

et  al.;  case  11808;  peanut  oil;  p.  868. 
MacMen,    Orth   &    Hastings  Co.   vs.   C.    M.    & 
si.  P.  et  al.  case  11809;  cocoanut  oil;  p.  867. 
Madison    Lumber     &     Mill     Co.     vs.     Camas 
I'rairie  et  al. ;  case  11665;   coal   and   brick; 
|v    867. 
Ma  It  by.  C.  S..  TS.  Sumpter  Valley  et  al. ;  case 

11390;    chrome   ore;    p.    552. 
Malt  by,    C.    S..    TS.    Sumpter   Valley    et    al. ; 

11  <.">;>;   chrome  ore;   p.  552. 

Marble   Cliff  Quarries   vs.    Panhandle    et    al.; 

case  11199;  crushed  stone  switching;  p.  391. 

Marion  &  Eastern  vs.  C.  &  E.  I.  et  al.;  case 

11659;  coal  division;  p.  807. 
McCowan  Lumber  &  Export  Co.  et  al.  vs.  G. 

F.  &  A.  et  al.;  case  11003;  lumber;  p.  867. 
McCreRor-Noe  Hardware  Co.  vs.  St.  L.-S.  F. ; 
case  11903;  iron  and  steel;  p.   658. 

r  Valley  R.  R.  Co.  vs.  P.  R.  R.  et  al. ; 
road  not  a  common  carrier;  p.  597. 
Merchants'  Coal  &  Coke  Co.  vs.  Big  Four  et 

al.;  case  11880;  Illinois  coal:  p.  916. 
Merchant    Shipbuilding    Corporation,     agent, 
!'.     S.     Shipping    Board    Emergency    Fleet 
Corporation,  vs.  P.  R.  R.  et  al. ;  case  11771; 
allowance  for  spotting;  p.  225. 
Mexican  Gulf  Oil  Co.   vs.   Mid.   Valley  et  al.; 
case   11977;   second  hand  plate  iron  tanks; 
p.   326. 
Mich.  Builders'  Supply  Co.  vs.  G.  T.  of  Can. 

et  al. ;   case  11427;  coal;   p.   120. 
Mill-Continent    Equipment    &    Machinery   Co. 
vs.  C.  &  A.;  case  12110;  steel  rails:  p.  1343. 
Midland  Coal  Co.  et  al.  vs.  Midland  Valley  et 

al.:  case  12144;  coal;  p.  1296. 
Midwest    Refining   Co.    vs.    Director    General; 

case  11786;  crude  petroleum;  p.  325. 
Miller  Bros.   TS.   St.   L.    &   S.    F.   et  al.;    case 

8078;   stock   cattle:    p.   707. 

Miller,   Frank  P..   Paper  Co.   et  al.   vs.  P.   R. 
R.  et  al. ;  case  11760;  charge  for  interchange 
service;  p.  655. 
Millsaps    Cotton    Co.    vs.    V.    S.    &    P.;    case 

11678;  cotton  rules;  p.  325. 
Minute  Tapioca  Co.  vs.  Boston  &  Maine;  case 

11749;   tapioca;  p.  282. 
Miss.  Valley  Iron  Co.  vs.   C.  B.   &  Q.  et  al. ; 

case  12141;  coke;   p.   1250. 

Missouri    Portland    Cement    Co.    vs.    Director 
General   et   al. ;   case    11820;    rates   on   sand 
at   Memphis;  p.  707. 
Mitsui    &   Co.   TS.    C.    B.    &   Q.    et   al.;    case 

11725;    pig   lead   for   export;    p.    437. 
.Mitsui   &   Co.   vs.   G.    N.    et   al.:    case   11726;   , 

Imported  Tegetable  oils;  p.   657. 
Mitsui   &   Co..   Ltd.,   vs.    C.    B.   &   Q    et   al. : 

case  11789;  iron  and  steel;  p.  1296. 
Monsanto   Chemical   Works  vs    S     P    et   al  • 

case   11431;    tea    waste;    p.    437. 
Moore  Oil  Reflning  Co.  vs.  C.  N.  O.  &  T.  P. 
et   al.;    case   12043;    kerosene  and   gasoline; 
p.   968. 

Morgantown  Railway  Co.  et  al.  vs    P    R    R 
et  al. ;  case  12008;  divisions;   p.   808. 
?!"£!*,    £    Co~  vs-    Director    General;    case 
11867:  beef,  Columbus  to  N.  Y. ;  p    705 
Mount  Hope  Mineral  R.  R.  Co.  vs.  C.  R.  R.  of 
N.  J.  et  al.:  case  11360;  class  and  commod- 
ity; p.  120. 
Murray,  John   E.   vs.   Director  General;   case 

11606;  demurrage  on  hay;  p.   1296 
Nashville  Traffic  Bureau  et  al.  vs.  L.  &  N.  et 
al-:    case   11287;    also    related    cases;    coal; 
p.    967. 
Natchez   Chamber   of   Commerce    vs.    La.    & 

Ark.:  case  8845;  p.  655 

Nashville  Traffic  Bureau  vs.   L.   &  N.   et  al  • 

?12l22'49PeanUtS    Bnd    cotton     P'cklnS 

National  'BOX  Co.   vs.   Mo.   Pac.;   case  11676; 

loading  of  logs;  p.  325. 
National    Reflning   Co.    vs.    L.    &    N     et    al  • 

cane  12035:   crude  petroleum:  p.  914 
National  Reflning  Co.  vs.  L.   E    &  w'  et  al  • 

12060;  petroleum;  p.   1248. 
National   Supply  Co.  vs.   C.    B.   &    Q    et  al  • 

case  12262;  coke;  p.   1296 

Nebraska   Bridge.   Supply  &   Lumber  Co.   vs. 
°tor   General;   case  12129;   cypress  pil- 

Nev.-ida  Consolidated  Copper  Co    vs    B    &  G 

et  al.:  case   11513;  nitre  cake-  p    325' 
'N<N*  Hyba.n>V  .Lll.'.and  R-  W.  Morris  vs.  *     •>- 

tattoo' 
New    Me 

vs.    A. 

HI  7. 


State   Corporation    Commission 
et  al.;   case   11297;    beans;   p. 


x*        «.i_  *iin\;iiiiiei  V  ,     P        iui 

Northern  Potato  Traffic  Assn.  vs.  A  T  &  S 
r  et  al  ;  case  116S6;  potatoes;  p.  597. 

-Northwestern  Leather  Co.  vs  N  P  »t  nl  • 
case  11655;  hides:  p  389  ' 

Nyania  Refining  Co.  et  al.  vs.  A  T  &  S  V 
''  "'  m°5:  crude  petroleum;  p  914 

*  »•  w- 


Om.h.    r»Mkflr   .,   commerce    Traffic    Bu- 


reau vs.  C.  B.  &  Q.  ;  case  11739;  reconsign- 

ment  rules  and  rates;   p.   389. 
Omaha  Packing  Co.   et  al.  vs.  A.   T.  &  S.  F. 

et     al.;     case     11966;     live     stock     loading 

charges;  p.   913. 
Opp  Coal  Co.  vs.  Director  General;  case  11713; 

coal;  p.  1249. 
Oxford  Paper  Co.  et  al.  vs.  Director  General; 

case  11681;   coal;  p.  706. 
Oyler,    Chas.    C.,    &    Son   et   al.    vs.    Am.    Ry. 

Express   Co.;   case    11995;    refrigerator   cars 

for  strawberries;  p.   913. 
Oyler,  Charles  C..   &  Son  vs.  L.   &  N.  ;   case 

12078;    sweet   potatoes;    p.    1249. 
Pacific  Portland  Cement  Co.   vs.   S.  P.;   case 

11189;   lime  rock;   p.   809. 
Parkersburg  Rig  &  Reel  Co.  vs.   B.  &  O.  et 

al.  ;    case    11733;    fabrication    in    transit;    p. 

168. 
Parkersburg  Rig  &   Reel  Co.  vs.   B.   &   O.   et 

al.;   case  12126;   blocks  and  shafts;   p.   1191. 
Parks,    W.   P.,   vs.    C.    B.    &   Q.   et   al.  ;    case 

12065;   cattle;   p.   1015. 
P.    A.    &    McK.    R.    vs.    P.    Co.;    case    10393; 

divisions;  p.  282. 
Peabody,  H.  W.,  &  Co.  vs.  C.  M.  &  St.  P.  et 

al.  ;  case  11187;  hat  material;  p.  390. 
Peerless  Coal  Co.  of  111.  vs.  A.  T.  &  S.  F.  et 

al.  ;  case  10461;   coal;   p.   283. 
Peerless     Portland     Cement     Co.     vs.     Mich. 

Cent.;  case  11209;  marl;  p.  284. 
Peet  Bros.  Mfg.  Co.   vs.  Ft.   S.  &  W.  et  al.; 

case   11306;   copra  oil;   p.    284. 
Penick  &  Ford,  Ltd.,  Inc.,  vs.  Director  Gen- 

eral; case  11379;  molasses;  p.  282. 
Peoria  Cordage  Co.   vs.   Director   General   et 

al.;  case  11811;  ixtle;  p.  117. 
Pendleton  &  Gilkey  vs.   Minn.  &  Int.  et  al.; 

ease  12041;   cedar  poles;   p.   916. 
Petroleum    rates;    Producers'    and    Refiners' 

Corporation  vs.   A.  T.  &  S.  F.  et  al.  ;  case 

11099;  Kanotex  Reflning  Co.  et  al.  vs.  C.  R. 

I.  &  P.  et  al.  ;  case  11580;   National  Refln- 

ing Co.  vs.  A.  T.  &  S.  F.  et  al.;  case  10772; 

Roxanna  Petroleum  Co.,  of  Okla.,  vs.  A    T. 

&  S.  F.;  case  10498;  p.  1341. 
Pfeister  &  Vogel  Leather  Co.  vs.  L.  V.  et  al.; 

case    12249;    myrabolins  and   bark   extract; 

p.  1207. 
Phoenix  (Ariz.)  Chamber  of  Commerce  Traf- 

fic Bureau  et  al.  vs.  S.  P.  et  al.;  case  11353; 

apples;  p.  61. 
Phoenix,  Ariz.,  Chamber  of  Commerce  Traffic 

Bureau  et  al.   vs.   S.  P.  et  al.;   case  11525; 

fruits  and  vegetables;  p.  389. 
Phoenix,  Ariz.,  Chamber  of  Commerce  Traf- 

fic Bureau  et  al.  vs.  S.  P.  et  al.;  case  11532; 

sugar;    p.    553. 
Phoenix,  Ariz.,  Chamber  of  Commerce  Traf- 

fic Bureau  vs.   A.   &  S.   et  al.  ;   case  11660- 

cereals;    p.    1313. 
Pillsbury  Flour  Mills  Co.   et  al.  vs.  Director 

General;  case  11547;   barley  flour;  p.   707. 
Pioneer   Lumber   Co.    et   al.    vs.    O.    B     &   Q 

et  al.;   case   11608;   lumber,   etc.;   p.    1015 
Pritchard-Wheeler    Lumber    Co.    et    al      vs 

Mo.  Pac.  et  al.;  case  11025;  lumber;  p    487 
Procter  &  Gamble  Co.  vs.   Ark.  Cent    et  al  • 

case    11649;    cottonseed    oil    mileage    rates; 

Procter  and  Gamble  Co.  vs.  Director  Gen- 
eral; case  12055;  empty  tank  cars;  p.  1191 

Producers'  Reflning  Co.  vs.  G.  C  &  S  v' 
et  al;  case  11354;  gasoline;  p.  438. 


. 
Purity   Extract   and    Tonic    Co.    vs    A     &   V 

1294         CaSe    1207°:    empty    containers;    p. 
Raritan   Copper  Works   vs.    N.   Y    O    &   W 

et  al.;  case  11755;   copper  bars;  p    1016 
Reconsignment  and   diversion   rules,   etc  '•    I 

and   S.    Nos.    1250  and   1276;   pp    545    551 
Reeves  Coal  &   Dock   Co.   vs    Director  Gen 

eral;    case    11827;    demurrage    on    coalf"^ 

Reeves  Coal  and  Dock  Co.  vs    Director  Gen 

Kie/alVCaT™22:i1:  ^consigned  coal;  p  1341 
Hidge  Coal  Mining  Co.  vs  Mo  Pac  it  al 
s;  rights  by  trackage 


, 
Rock  Products  League  of  Chicago  vs    C    B 

e50S  "' 


12039 


l':    case    1203!>:    coal; 


Roth  Tobacco  Co.  vs    St    I,  -<3    TP    o 
11787;  tobacco;  p    968  et  al':  case 


et 


e 

ca   Sand   Producers'    Traffic   Assn.    of  111. 

""  11683:  import- 


Silica  Sand  Producers'  Traffic  League  of  111 

vs.    C.    B.    &    Q.    et    al.;    case    11753;    silica 

sand;    p.    762. 
Simmons.    Thomas    W.,    &    Co.    vs.    Director 

General;      case      11767;      imported      potato 

starch:   p.   914. 

Sioux    City  Brick   &    Tile   Co.    et   al     vs     Di- 
rector General;  case  11821;  brick;  p    ill) 
Solar  Refining  Co.  vs.  Director  General-  CAM 

11921;   gasoline;   p.   1296. 
South    Chester    Tube    Co.    vs.    M.    K.    &    T 

etal.;   case   11791;    iron  pipe;   p.   916. 
Southern    Carbon    Co.    vs.    Ark.    &    La.    Mid- 
land et  al. ;   case  10966;  liquid  gas  conden- 

sates;   p.   967. 
Southern  Cotton  Oil  Co.  vs.  Southern  et  al  • 

case   10588:   cocoanut  oil;  p.   120. 
Southern    Veneer   Assn.    et    al.    vs.    A.    C     L 

et  al. :  case  11414;  logs;  p.  117 
Sp«ir  and    McKay  vs.    L.    &   N.    et   al  •    ca-se 

11344;   cotton  linters;   p.   119. 
Standard   Oil   Co.    (Ky.)    vs.   A.    &   V.    et   al  • 

case    11266;    gasoline    and    refined    oils-    p' 

655.    . 
Standard  Oil  Co.    (Ky.)   vs.   A.   G.   S.   et   al  • 

case  11689;  petroleum  and  its  products;  p. 

655. 
Standard  Oil  Co.   (Ky.)  vs.  111.  Central  et  al.; 

case   11986;   gasoline  and  oils;   p.   1247 
Sterling  Lumber  Co.  vs.  P.  R.  R.  et  al. ;  cast 

11188;  lumber  demurrage;  p.   914. 
Stewart   Iron   Co.,    Ltd.,   vs.    P.   R.    R.   et  al  • 

case    11050;    spotting;    p.    1190. 
Stewart-Warner      Speedometer      Corporation 

et  al.    vs.    C.    &    N.    W.   et   al. ;    case    11669; 

speedometers;   p.   326. 
Sullivan    Lumber    Co.    vs.    Director    General- 

case  12213;   lumber;  p.   1342. 
Superior  and  S.  E.  Ry.   Co.   vs.   C.   St    P    M 

&    O. ;     case     11850;     exemption     from     m-r 

diem;   p.   705. 
Sussiiian,  Joseph,   doing  business  as  the  Ta- 

coma  Junk  Co.,  vs.  N.  P.;  case  12135;  scrap 

iron;   p.    1250. 
Suzuki    &    Co.    vs.'  Wharton    and    Northern 

et  al.;   case   11231;   pig  iron;   p.  284 

,ift,    &    Co-     vs-     Director    General;     case 

11438;   hogs;   p.   390. 
Swift     &     Co.     vs.     Director     General;    cam 

Ilo60;    import   oil    rates;    p.    390. 
Swift  &  Co.  vs.  Director  General;  case  115«f>- 

phosphate  rock;   p.   283 
Swift  &  Co.  vs.  C.  B.  &  Q.  et  al.;  case  11792; 

pelts   and    hides;    p.    282. 
Tanners'    Council    of  the   U.    S.   A.   et  al.    vs 

Director  General;  case  11510;   sheep  skins; 

p.    61. 
Tennessee    Copper    Co.    vs.    A.    &    V.    et    al  • 

1247  acid  sediment  in  tank  cars;   p. 

Texarkana  Pipe  Works  vs.  Director  Gen- 
eral; case  11650;  raw  clay;  p.  326. 

Texas  Co.  vs.  Director  General;  case  11507; 
lubricating  oil  and  paraffin  wax;  p.  61. 

Todd.  A.  M.,  &  Co.  vs.  Ann  Arbor  et  al  ; 
case  11459;  peppermint  and  spearmint  oil; 

Tuffli  Bros.  Pig  Iron  &  Coke  Co.;  case  11711- 

pig   iron;    p.    284. 
Tum-a-Lum  Lumber  Co.  vs.  Can.  Pac.  et  al  • 

case   11603:   sand  and  coal;  p    437 
Union   Reflning  and   Pipe   Line  Co.,   Inc      vs 

Director  General;   case  12208;   crude  oil;   p. 

Union  Traction  Co.  of  Ind.  vs.  C.  &  K  I 
et  al. ;  case  11533;  coal;  p.  1296. 

United  Iron  Works.  Inc.,  vs.  A.  T.  &  S  F 
et  al. ;  case  11496;  Kansas  rate  adjust- 
ment; p.  705. 

United  Iron  Works  vs.  Director  General; 
case  11563;  pig  iron;  p.  390. 

United  Iron  Works.  Inc.,  vs.  Mo.  Pac.  et  al  • 
case  11806;  sand;  p.  707. 

United  Iron  Works,  Inc.,  vs  A  T  &  S  F 
et  al.;  case  12230;  also  fourth  section  'ap- 
plications; pig  iron  to  Mo.,  Kan.  and 
Okla.;  p.  1342. 

United  Light  and  Railways  Co.  et  al  vs 
1067  &  P'  6t  aL;  °ase  11289:  coal:  P- 

United  Paperboard  Co.,  Inc.,  vs.  Maine  Cen- 
U?*  al':  Ca8e  11646'  wood  pulp  board; 

P.       JJd. 

United  Paperhoard  Co.,  Inc.,  vs.  NYC 
et  al.;  case  11728:  wood  pulp;  p.  226. 

United  Paperboard  Co.,  Inc.,  vs  III  Cent 
et  al.;  case  11732;  straw;  p.  916. 

United   Paperboard   Co.,    Inc.,   vs.    Can.    Natl. 

TT    -?sJi  ei  al';   case  11979:   wood  pulp;   p.   438. 

United   Paperboard    Co..    Inc.,    vs.    Big   Four 

TTeK  a'-;  case  11985;  straw:  p.  1015. 

United    Verde    Extension    Mining    Co.    vs     U 

TT   -i  f  ,?'  ^  al';  case  10714=  coal;  p.  1343. 

United  Verde  Extension  Mining  Co  vs  Di- 
rector General:  case  11651;  switching  al- 
lowance; p.  553. 

Upson  Co.  vs.  Erie  et  al.;  case  11644-  de- 
murrage; p.  1067. 

Upjohn  Co.  vs.  G.  T.  W.  et  al.;  case  msT; 
drugs  and  medicines;  p.  284 

Van  Dusen  Harrington  Co.  et  al.  vs.  Can 
Pac.  et  al.;  case  11369;  coarse  grain;  p. 

Vi™oMot°r7T5'.uck  Co-   vs-   Director  General: 


Washington    Steel   and    Ordnance   Co.    vs.    I: 

,*  °-  et  al.:  case  11968:  coal;  p.  809 

Wausau  Southern  Lumber  Co.  vs    G    &  S    I 

•a, etT? H  case~11961:  car  distribution';   p.   809' 

A      bi     A    Commuters'   Club   vs.    W.    B.    A 

'  ;    Ca8e    11745:    Passenger    fares; 
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I  ll. is.    l,lllllher   CO.    VS.    Dln-rlo.     (reli- 

:;:;    Inmlii'i-:    p.    1342. 
(in,,.    MillinK    Co.    vs.    A.    T.    &    S.    K. 

I    ;    ,  .,  l«     I  1964  :     :ill'.-ill:i:     |> 
i  •-  ArinslniriK    I'd  nili>tiin   Co.   VB.   M.   K. 
A    T.   ,,i   Tex.   ,i    al.;   '>••••     HT'.iv   fiii-1  oil  for 
I'Mnni:    |, 

Western  liriek  rind  Supply  Co.  of  Lincoln, 
N..II..  vs.  C.  i:  A  i.i  ,i  :il.:  cage  1172U; 
luielv  .-in, I  s:iml:  p.  134S. 

n    M.I.    i:\.    c',,.    vi.    i'.    K.    K.;    case 
IJ087;   routing  nil.-:   p.    12-18. 

n  Stoneware  Co.  va.  O.  It.  &  Q.  et  al.; 

il;    p.    HIT. 
\V.     KentUCkj     Coal     linn-.-m    vs.    111.    <Vnt.    et 

:,1  ;    ,-.,.  ,     11885;    coal!   P.   487. 
\\       K\.    Coal     i:uiv:ui    vs.    III.    Cent.;    case 
12lui;;    coal;    p.    :H7. 

i   Co.    vs.   Director  General;   case 
l^iiv;   coal;  i--.   inn!. 

S.    li      \s     si.    I..-S.    F.    et   al.;    case 
11750:    empty    barrels;    p.    284. 
W.sl.    S.    n..    vs.    St.    L.-S.    F.;    case    11751; 
nppli's:   p.    K.'iT. 

ton   Steel  Co.   vs.   P.  R.  R.  et  al.;  case 
li:<r>:i:    ix-hiki-   ore;    p.    120. 
\Vill\iiit,    I-:.    .M..    Oil    Co.    et   al.    vs.   Director 
i ;. •tieral;    case    11737:     Missouri    petroleum 
picMhids   rates:   p.   706. 
Willou     lliv.T    I /umber   Co.   vs.    C.    St.    P.    M. 

A    (). :    rase   11849;    logs;   P.   657. 
York.  Pa.,  Manufacturers'  Assn.   vs.   P.  R.  R. 
.  t    .-il  :    rase   11455:    interchange   switching: 
p.   283. 


T. -i  initials;   joint  use  of,   etc.;   pp.   28.    44.   330, 

n;i!.    528. 
Tbelen.  Max;  duplication  of  agencies  in  Wash- 

zington;    p.    113. 
Thompson,    C1.    N.;    the   industrial   traffic   man; 

p.    85. 
Thompson.  C.  N. :  interest  on  claims:  p.  171. 


Tletie,    n.   .1.;   nmkini;  tin-   i.nii,,,,,is  the  goat; 

P.      II  Ml. 

TiaciiiK    frelKht    shipments;    pp.    84,    139,    194, 

.IIS,   621. 

Ti-.iMir    ,  lulis;    list  of;    p.    626. 
Trallle    man;    the    Industrial;    pp.    27,    85,    140. 

I:M;.    671. 
TraMIc;    movement   of,   etc.;   pp.    135,    260.   308. 

.'177,   407.  452,   619,  711.  780.   829.    112-'.    12SV 
Traffic   Instruction;   free;   p.   137. 
Train  control  devices;   p.   90. 
Transcontinental   rates;   PP.   :;ui.   '.MM;,   !i:id,   Hi.'il. 

1153,    1154.    1155,    1202,    1251,    1297.    1299,    1304. 

1368, 
Transportation     instrumentalities;     report     of 

Tr.-itllc  League  Committee;  p.  1136. 
Tiu.ks,    motor;    pp.    420,    482,    622,    836,     12111, 

1372. 
T.w-rell,  F.  J.;   tracing  L.   C.   L.   shipments;   p. 

519. 
Updegraff.  C.  M.;   express  company  claims;   p. 

137. 
Valuation,    railroad;    pp.    66.    168.    216,    272,    402, 

779,   868,   917.   965,   1013.   1246,   1303. 
Wages  and  labor;  pp.  38,  87,  218,  260,  285,  327, 

•376,    393,   500,   559,  599,   602,   623,   649,   663,   664, 

712,   768,    769,   811,   981,    1039,    1077,   1121,    1132, 

1192,    1193.    See  also   labor  board,   labor,   ex- 
penses of  carriers. 
Wake,  C.  V. ;  charges  on  shipments  to  Canada; 

p.   138. 

Walker,  J.  C. ;  testimony  before  Cummins  com- 
mittee;   p.    1199. 

Walker,    H.    C. ;    uneducated   shippers;    p.    671. 
Wellington,  C.  E.;  how  to  get  what  you  want; 

p.    27. 

Walsh,  E.  S.:  New  York  stare  canal;  p.  194. 
Walton,   H.   C.;   the   industrial   traffic  man;   p. 

197. 
Warfleld,    S.    Davies,    unanimous    appointment 

of  engineers   to   study  railroad   economy:   p. 

1261;   testimony  before  Cummins  committee, 

p.    1345. 


\Varllcl<t  plan,  new;  pp.  649,  659.  753,  770,  817. 
830.  I 

Wat.-rwayn;  use  and  development  of;  pp.  68, 
76.  82,  84,  88,  18(1.  194.  2.,2.  ::ul.  «2,  ",12. 
528,  607.  905,  1032.  1039,  1136,  1153,  1212. 
1211.  1.172. 

Wntklns  H.  11.;  .•ii-eunicy  of  railroad  scales; 
p.  570. 

\v.,\  billing;   universal  through;   p.   1318. 

\\viwtcr,  James;  address  on  the  railroad  prob- 
lem; p.  1026. 

Weighing  of  freight;  p.  830.    See  also  scales. 
A' i  'KhtH.    light,   of   freight   cars;    p.    850.     Sec 
also  scales. 

Westenbarger.  C.  T. ;  elimination  of  delay; 
p.  83. 

Westfall,  A.  S. ;  government  ownership;  p. 
730. 

Wettllng,  L.  E. ;  testimony  before  Cummins 
committee;  p.  1305. 

Wharton,  W.  H.;  A.  G.  F.  A..  N.  C.  &  St.  L.; 
p.  81. 
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Bind  Them  Up 


Hundreds  of  Traffic  World 
subscribers,  appreciating  the 
value  of  the  publication  as  a  per- 
manent reference  work,  have  their 
copies  permanently  bound  in  book 
form. 

Our  charge  for  doing  this  kind 
of  work  is  only  $1.75  net  per  vol- 
ume, and  we  do  it  right,  a  good 
quality  of  law  buckram  being 
used,  and  the  volumes  being 
properly  marked  in  gilt  letters  on 
red  and  black  leather  labels. 


The  Traffic  Service  Corp'n 

418  South  Market  Street 
CHICAGO 


Statistics 


Some,  because  they  do  not  know  of 
their  existence,  others  because  they 
cannot  afford  it  or  do  not  care  to  carry 
book  shelves  containing  the  bound  vol- 
umes, deprive  themselves  of  desired  in- 
formation, such  as,  for  instance,  Rail- 
road Earnings,  Tonnage,  Mileages,  etc., 
volume  of  grain  or  other  shipments 
from  specified  areas,  extent  of  Imports 
and  Exports  of  certain  commodities  and 
tariffs  applying  on  same,  Revenue  Sta- 
tistics of  the  Treasury  Department,  etc., 
etc. 

Our  Statistician  can  meet  your  wants 
in  this  direction. 

"AT  YOUR  SERVICE" 


SPECIAL  SERVICE  DEPARTMENT 

The  Traffic  Service  Corporation 

Colorado  Bldg.  WASHINGTON,  D.  C. 


16 


INDEX  TO  THE  TRAFFIC  WORLD— JANUARY-JUNE,   1921 


EVERY  STEP 

From  Start  to  Finish 

In  Both  Freight  Rate  and 
Classification  Change 

Is  Now  Promptly  Told  of 
In 

fhe  Traffic  Bulletin 

The  Information  Regularly  Carried  in  This 
Publication  Includes  the  Following: 

1 — Released  Rate  Orders 
2 — Fourth  Section  Orders 
3 — Sixth  Section  Orders 
4 — Investigation  and  Suspension  Orders 
5 — Suspension  Orders  Vacated 

6 — New  Tariffs  and  Supplements  Filed  with  the  I.  C.  C. 
7 — Tariffs  Rejected  by  the  I.  C.  C. 
8 — Express  Tariffs  Filed  with  the  I.  C.  C. 
9 — Shipping  Board  Tariffs 
10 — Adoption  Notices 
11 — Central  Freight  Association  Docket 
12 — Central  Freight  Association  Hearings 
13 — C.  F.  A.  Coal,  Coke  and  Iron  Ore  Docket 
14 — C.  F.  A.  Coal,  Coke  and  Iron  Ore  Hearings 
15 — Illinois  Freight  Association  Docket 
16 — National  Perishable  Freight  Committee  Docket 
17 — New  England  Freight  Association  Docket 
18 — New  England  Freight  Association  Hearings 
19 — Southern  Rate  Committee  Docket 
20 — Southwestern  Freight  Bureau  Docket 
21 — Southwestern  Freight  Bureau  Hearings 
22 — Texas  Tariff  Bureau  Docket 
23 — Texas  Tariff  Bureau  Hearings 
24 — Trunk  Line  Association  Docket 
25 — Trunk  Line  Association  Hearings 
26 — Trunk  Line  Coal  and  Coke  Drfcket 
27 — Trunk  Line  Coal  and  Coke  Hearings 
28— Western  Trunk  Line  Docket 
29 — Western-  Trunk  Line  Hearings 
30 — Transcontinental  Freight  Bureau  Docket 
31 — Southern  Ports  Foreign  Freight  Docket 
32 — Consolidated  Classification  Docket 
33 — Embargo  Notices,  Modifications  and  Cancellations 
34 — Steamship  Sailings 
35— Express  Classification  Docket 

Samples  and  full  information  free  on  request 

The  Traffic  Service  Corporation 

Publishers  THE  TRAFFIC  WORLD 

418  South  Market  St.,  Chicago 


Just  Out 

NEW  MAPS 

Showing  Revised  Groupings 
of  Points  in  C.  F.  AJerritory 

IN  CONNECTION  WITH  ~" 

New  York-Chicago  Rates 


There  are  two  of  these  maps, 
one  showing  eastbound  and 
the    other    showing    west- 
bound groupings. 


They  Are  Official 


They  are  printed  in  six  colors,  from 
new  plates,  on  a  good  quality  of  bond 
paper,  and  each  map  is  38x40  inches 
in  size. 


The  price  of  each  map  is  $1.00 

If  you  only  want  one,  be  sure  to  say  which 


The  Traffic  Service  Corporation 

418  South  Market  Street 
CHICAGO 
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AMERICAN  FLAG 


PASSENGERS 
AND  FREIGHT 


San  Francisco -Baltimore  Service 

(Freight  Only— Via  Panama  Canal) 

Prom  San  Francisco  and  Los  Angeles  to  San  Jose  de  Guatemala, 

La  Libertad,  Corinto,  Balboa,  Cristobal,  Cuban  and 

Porto  Rican  Ports  (Eastbound  only),  Savannah. 

Norfolk  and  Baltimore. 

S.  S.  "POINT  ADAMS"  sails  January  17th 

S.  S.  "POINT  BONITA"  sails  January  29th 

S.  S.  "CUBA"  sails  February  15th 

From   Baltimore  to   Cristobal,   Balboa,   Corinto,   La  Libertad, 
San  Jose  de  Guatemala,  Los  Angeles  and  San  Francisco 

S.  S.  "CUBA"  sails  January  10th 
S.  S.  "POINT  JUDITH"  sails  January  24th 

Trans-Pacific  Service 

"The  Sunshine  Belt  to  the  Orient?' 
(Passengers  and  Freight) 

Sailings  from  San  Francisco  every  28  days  by  new  and 
luxurious  ships 

S.  S.  "ECUADOR"  S.  S.  "VENEZUELA"  S.  S.  "COLOMBIA" 

And  Fortnightly  Sailings  by  EIGHT  Freight  Steamers 
Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila  and  Hongkong 

Manila-East  India  Service 

(Passengers  and  Freight) 

Sailings  from  San  Francisco  bi-monthly  by 
».  S.  "COLUSA"  S.  S.  "SANTA  CRUZ" 

And  Monthly  Sailings  by  TWO  Freight  Steamers 

Direct  to  Honolulu,  Manila,  Saigon,  Singapore,  Honduras, 

Colombo  and  Calcutta 

Round-the-World  Service 

(Freight  Only) 
S.  S.  "WEST  KASSON"      S.  S.  "WEST  CONOB"      S.  S.  "ELKRIDGB" 

Regular  Monthly  Sailings 

8*n  Francisco,  Honolulu,  Yokohama,  Kobe,  Dairen,    Tientsin, 
Shanghai,  Manila,   Saigon,  Singapore,  Calcutta,  Colombo, 
Bombay,  Alexandria,  Bizerta,  Marseilles,  Barcelona, 
thence  Baltimore,  Norfolk,   Cristobal,  Los  An- 
geles and  San  Francisco  via  Panama  Canal 

Panama  Service 

(Passenger*  and  Freight) 
Sailings  from  San  Francisco  every  18  days  by 

S.  S.  "NEWPORT"  S.  S.  "SAN  JOSE" 

'CITY  OF  PARA"  S.  S.  "SAN  JUAN" 

S.  S.  "CUBA" 

To  Mexico,  Central  America  and  Canal  Zone 


S.  S. 


Through  Bills  of  Lading  Issued  to  and  from  all  points 
beyond  ports 


The  Pacific  Mail  is  world  renowned  for  excellence  of  its 
service  and  cuisine 

Consult  Our  Office* 

Pacific  Mail  Steamship  Co. 

10  Hanover  Square,  508  California  St.,  400  Exchange  Plac< 
NEW  YORK         SAN  FRANCISCO        BALTIMORE 
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A  few  strokes  with  a 
brush  transfer  a  clean- 
cut  address. 


It  lakes   lot    than    a 

minule  to  cut  a  stencil 
*t&  the  Ideal. 


How  Stencil  Machines  Speed  up 
Shipping  Room  Service 


In  shipping  rooms  where  the  highest  efficiency 
has  been  developed,  a  stentil  machine  operator 
cuts  a  stencil  for  every  shipping  order.  The  cut 
stencil  is  sent  along  with  the  order  and  is  used 
by  the  packer  to  mark  the  box  when  the  order 
is  assembled  and  packed. 

In  this  way  absolute  accuracy  in  marking  is 
insured.  Whoever  packs  the  order  does  the 
marking — checking  is  easy  and  accurate  delivery 
of  the  goods  is  insured. 

For  marking  everything  from  parcel  post  pack- 
ages to  the  huge  boxes  and  crates  for  export 
shipment  there  is  an  Ideal  of  the  right  size.  And 


a  stencilled  address  can  be  applied  to  any  surface 
where  hand  marking  can  be  done. 

The  unusual  speed  and  accuracy  with  which 
any  one  can  cut  stencils  with  the  Ideal  stencil 
machine  are  due  to  exclusive  Ideal  features.  The 
entire  operation  of  stencil  cutting  is  mechanical. 
No  time  is  lost  fussing  with  the  paper  to  space 
and  start  new  lines.  The  carriage  is  self-starting. 
Line  and  word  spacing  is  done  automatically. 

At  your  request,  we  will  gladly  place  an  Ideal  at 
your  disposal  without  obligation  to  you.  Try  it 
out  on  your  own  shipping  problem.  Send  for  our 
free  booklet,  "Safeguarding  Your  Shipments." 


Ideal  Stencil  Machine  Company 

20  Ideal  Block  Belleville,  111. 

Agents  In  all  principal  cities. 

Supplies  and  service  available  at  all  times. 
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WARRANT  WAREHOUSE  COMPANY 

BIRMINGHAMiAND  MOBILE.  ALA.  
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SECRETARY 


MAGNOLIA  COMPRESS  AND  WAREHOUSE  Co. 

MOBILE.'ALABAMAI 


FIREPROOF   SPRINKLED    WAREHOUSES 


T«l«»hon«.    Franklin  3M2 


MOBILE   OFFICE 

WATER    AND    LIPSCOMB    STS. 

TELEPHONE   MAIN    115 


BIRMINGHAM    OFFICE 
AMERICAN    TRUST    BLDG. 

TELEPHONE    MAIN   7979 
WAREHOUSE   PHONE   MAIN    I 


MEMBERS 

AMERICAN    WAREHOUSEMEN'S 
ASSOCIATION 
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WAREHOUSES 


CHICAGO     REPRESENTATIVE 
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329   N.    CLARK    STREET 


Birmingham,  Alabama, 
November  27,  1920. 

Messrs.  Merchant  &  Manufacturer, 
Central  West,  U.  S.  A. 

Gentlemen: — Do  you  know  that  you  can  receive  or  ship  goods  through  Mobile  quicker  and 
cheaper  than  through  any  other  Port?  You  are  looking  for  dollars;  why  not  look  this  way?  It  will 
pay  you. 

More  dollars  can  be  saved  and  made  by  cutting  transportation  costs  through  proper  routing  and 
forwarding  than  ever  before.  If  your  business  is  between  lines  drawn  through  Buffalo,  Pittsburgh, 
Lynchburg  and  Pensacola  on  the  East,  and  Shreveport,  Little  Rock,  Kansas  City  and  Sioux  City  on 
the  West,  there  are  dollars  awaiting  your  action. 

Do  a  little ;  look  at  the  map : 


•.— •* 


Mobile  has  a 
20%  differential 
over  all  rail 
rates  via  the 
Mi  ssi  s  s  ippi 
Warrior  Water- 
ways from  most 
points  in  the 
Central  West. 
Barges  are  mak- 
ing regular  trips. 
Rates  on  re-  ; 
quest. 


New  10,000-ton 
freighters  made 
of  Alabama  steel 
are  leaving  Mo- 
bile with  regu- 
larity—for all 
parts  of  the 
world.  Sailing 
schedules  on 
request. 


\ 


A 


f 


Send  a  card — Do  it  now! 


Your  request  will  bring  particulars  of  saving  in  freight  rates,  saving  in  Port  and  handling  charges 
and  in  storage  and  forwarding  expenses.     "Action  oft  resolves  the  doubt  that  theory  can't  remove." 

Ships  are  ready;  cargo  space  is  available;  there  is  no  congestion,  no  delay,  no  excessive  Port  or 
handling  charges ;  nothing  but  your  action  needed  to  begin  saving  that  money.    Resolve  that  doubt ! 

We  receive,  forward,  tranship,  store,  insure,  distribute  bulk  shipments  in  contiguous  territory 
and  issue  negotiable  receipts  against  all  kinds  and  classes  of  commodities. 

Ask  any  bank  in  Birmingham  or  Mobile. 

Yours  truly, 

W.  D.  NESBITT,  President. 
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LUCKENBACH  LINES 

Express  Freight  Service 

U.  S.  Mail  Steamers  Twin  Screw  American  Steamers 


New  York 
New  York 

Philadelphia 

New  York     ) 
Philadelphia  j 


Rotterdam 
Rotterdam 


Los  Angeles 


Hamburg 

Amsterdam 
Amsterdam 

San  Francisco 


GENERAL  OFFICES:  44  Whitehall  Street,  New  York 


CHICAGO,  Marquette  Building 

T.  J.  McGEOY 

General  Western  Freight  Agent 


MINNEAPOLIS,  Metropolitan  Life  Building 
C.  H.  DRINKWATER 

Northwestern  Freight  Agent 


Philadelphia 
328  Chestnut  Street 


Los  Angeles 
Central  Building 


St.  Louis 
Pierce  Building 


San  Francisco 
Merchants  Exchange 


THROUGH  CARS 

REDUCED  RATES 

PROMPT  SERVICE 

For  Automobile  Shippers  Between  the  East  and  West 


Incorporated  1900 


If  located  in  cities  where  company's  representatives  are  stationed,  a  telephone  call  will 
bring  our  solicitor  to  your  office  or  residence.  From  other  points  a  letter  of  inquiry  will  give 
you  rates  and  particulars  by  return  mail. 

We  have  been  accorded  the  privilege  of  referring  to  a  number  of  prominent  citizens 
both  East  and  West  whom  we  have  had  the  pleasure  of  serving  and  will  gladly  submit  their 
names  if  desired. 


TRANS-CONTINENTAL  FREIGHT  COMPANY 

General  Office:  203  So.  Dearborn  St.,  Chicago 
Eastern  Office:  Woolworth  Building,  New  York 


LOS  ANGELES 

Van  Nuys  Building 

SEATTLE 
Alaska  Building 

CINCINNATI 
Union  Trust  Building 


BOSTON 
Old  South  Building 

BUFFALO 

Elllcott  Square 


SAN  FRANCISCO 
Monadnock  Building 

PHILADELPHIA 
Drexel    Building 

CLEVELAND 
Hippodrome  Building 
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TRAFFIC    WORLD    ANNOUNCEMENTS 

This  magazine  endeavors  to  keep  running  in  its 
columns  a  scries  of  articles  on  some  subject  or  subjects 
that  will  engage  the  sustained  interest  of  the  younger 
and  less  experienced  traffic  man  and  that  may  also  be 
"t"  interest  and  value  to  his  older  and  perhaps  more 
widely  informed  fellow  workman.  We  have  just  closed 
cries  of  articles  by  R.  R.  Lethem  on  interpretation 
I'reight  tariffs.  Also  there  has  just  been  brought  to 
an  end  a  scries  of  articles  by  Karl  K.  Gartner  on  the 
anu-ndincnts  to  the  interstate  commerce  act  made  by  the 
transportation  act  of  1920.  Those  articles  were,  of 
course,  as  valuable  to  the  experienced  traffic  man  as  to 
the  novice.  In  1918  and  1919  we  published  a  series  of 
traffic  lessons  by  Professor  Grover  G.  Huebner. 

This  year  we  shall  publish  —  one  every  two  weeks  — 
a  -erics  of  articles  on  claims  written  for  us  by  C.  H. 
1'ietrich,  freight  claim  agent  of  the  C.  M.  and  St.  P. 
Railway  Company.  Every  phase  of  the  subject  —  which 
is  interesting  to  every  railroad  man  and  shipper  —  will 
In  covered  by  Mr.  Dietrich,  including  both  the  practical 
and  legal  phases  of  handling  claims  and  what  may  be 
done  by  both  carrier  and  shipper  in  the  work  of  claim 
prevention.  We  know  of  no  one  better  able  to  present 
this  subject  than  Mr.  Dietrich.  He  entered  the  service 
the  railroad  by  which  he  is  now  employed  in  1891 
a  telegraph  operator.  After  eight  years  in  the  tele- 
graph and  station  service  he  entered  the  freight  claim 
department.  In  1907  he  was  appointed  chief  clerk,  in 
1911  assistant  freight  claim  agent,  and  in  1917  freight 
claim  agent,  in  which  position  he  has  since  remained. 
He  is  known  as  an  interesting  writer  and  talker  on  the 
subject  of  this  work  and  as  one  who  is  unusually  well 


There  will,  of-  course,  be  other  efforts  to  make  suc- 
ceeding issues  of  this  magazine  more  interesting  and 
valuable. 


The  index  for  the  volume  of  The  Traffic  World  for 
the  six  months'  period  just  closed  will  be  mailed  to  sub- 
scribers with  the  January  8  number. 

The  value  of  the  Traffic  Bulletin  and  of  our  daily 
publication  has  been  increased  by  the  fact  that  within 
the  last  six  months  we  have  begun  the  publication  in 
them  of  express  tariffs  and  the  dockets  of  all  the  railroad 
territorial  rate  committees,  the  dockets  of  which  were 
not  previously  published,  as  well  as  the  dockets  of  the 
National  Perishable  Freight  Committee. 


McADOO  TALKING  AGAIN 

William  Gibbs  McAdoo,  one  time  Secretary  of  the 
Treasury  and  Director-General  of  Railroads,  has  been 
talking  again.  Speaking  of  Congress  making  gifts  or 
authorizing  loans  from  the  public  treasury  to  special 
classes  of  business,  he  says : 

I  refer  particularly  to  the  gift  of  $654,000,000  made  by  the 
present  Congress  to  the  railroad  corporations  and  to  the  $300,- 
000,000  which  the  present  Congress  directed  the  Treasury  to 
lend  to  railroad  corporations  at  6  per  cent  interest.  Why  should 
the  people  of  the  United  States  be  taxed  to  make  gifts  and  loans 
to  railroad  companies  aggregating  $654,000,000  when  we  are  al- 
ready overburdened  with  taxes  for  purposes  which  we  cannot 
escape?  There  is  no  justification  for  policies  like  these. 

We  have  heard  of  a  thief  crying  "stop  thief"  to 
divert  attention  from  his  own  flying  heels,  but  this  is 
the  first  time  we  ever  heard  of  a  bankrupt  calling  it  a 
gift  when  the  court  gave  judgment  in  favor  of  a  creditor. 
McAdoo  took  over  solvent  railroads.  He  agreed  to  pay 
so  much  rent  for  them.  He  made  the  agreement  against 
the  protest  of  Senator  Cummins  and  others  who  thought 
the  "standard  return"  was  too  much  rent  to  promise. 
McAdoo,  however,  pushed  the  federal  control  law 
through  Congress.  Then,  at  the  end  of  the  year,  he 
could  not  pay  the  rent  and  he  did  not.  Did  he  ask  for 
a  modification  of  the  federal  control  law?  Did  he  con- 
fess that  in  making  a  twenty-five  per  cent  increase  in 
rates  he  had  far  underestimated  how  much  more  than 
the  added  revenue  from  that  increase  would  be  needed 
to  pay  the  wage  increase  he  had  made  retroactive  to 
January  1,  1918?  Did  he  ever  confess  that  as  an  op- 
erator of  railroads  he  made  a  stupendous  failure?  Not 
at  all.  Wherefore  he  is  in  a  position  to  call  paying  the 
debts  of  himself  and  Mr.  Hines,  who  continued  his  pol- 
icy, the  giving  of  gifts. 


BUSINESS  IN  RAILROADING 
Perhaps  few  who  are  readers  of  this  magazine  have 
believed  that  there  would  be  any  attempt  on  the  part 
of  the  railroads — at  least  in  the  near  future — to  obtain 
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"The  New  Year" 

At  the  threshold  of  the  new  year  the  Traffic 
Department  of  the  Gulf,  Mobile  &  Northern 
Railroad  desires  to  thank  all  who  have  favored 
the  line  with  a  portion  of  their  business  during 
the  past  year. 

While  its  transportation  service  has  not  been 
perfect,  it  hopes  that  the  new  year  will  reflect 
as  great  an  improvement  over  the  one  just 
closed  as  1920's  service  reflected  an  improve- 
ment over  1919.  The  Traffic  and  Operating 
Departments  of  the  Gulf,  Mobile  &  Northern 
Railroad  are  working  in  the  closest  possible 
way  to  give  satisfactory  service  to  the  public. 
To  those  who  have  not  tried  the  route,  an  invi- 
tation is  extended  to  utilize  it  during  the  year 
1921  and  thereby  join  the  rapidly  increasing 
number  of  friends  of  the  Gulf,  Mobile  &  North- 
ern Railroad. 


"The  Road  of  Service" 


KEITH  TYPE  "A"  TANK  CARS 


For  Sale 

and 
For  Lease 


Repaired 

and 
Rebuilt 


MANUFACTURERS     OF 

All  Classes  of  Steel  Railroad  Cars,  Steel  I  mid-frames 

Forgings  and  Car  Parts 


Ou,  new  and 


fadU.es 


Keith  Railway  Equipment  Company 

General  Offices:  Peoples  Gas  Building,  Chicago,  Illinois 
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anctlirr  general  increase  in  rates,  though  it  is  evident 
that,  under  present  conditions,  the  rates  granted  by  the 
Interstate  Commerce  Commission  will  not  produce  the 
six  per  cent  net  on  the  railroad  valuation  that  the  Com- 
mission planned  to  produce  under  the  law.  The  ex- 
pectation on  the  part  of  these  better  informed  persons 
has  been  that,  unless  the  showing  for  the  railroads 
should  become  very  much  worse  than  it  is,  there  would 
be  nothing  done  in  the  matter  of  rate  advances,  at  least 
until  there  had  been  a  longer  test  of  the  rates  in  ques- 
tion and  more  opportunity  for  the  working  out  of  plans 
to  meet  the  situation.  Nevertheless,  there  has  been 
considerable  talk  about  the  prospect  of  another  rate  ad- 
vance and  the  public  has  been  uneasy.  Therefore,  the 
statement  by  Thomas  De  Witt  Cuyler,  chairman  of  the 
Association  of  Railway  Executives,  that  there  is  no  plan 
on  foot  for  such  an  advance,  ought  to  have  a  reassuring 
effect. 

Mr.  Cuyler  does  not  ignore  the  fact  that  railway 
revenues  are  not  equaling  the  six  per  cent  that  was  sup- 
posed to  have  been  provided — indeed,  he  specifically  ad- 
mits it — but  he  says  the  railroads  will  endeavor  to  take 
up  the  slack  by  means  of  increased  efficiency  and 
economy.  That  is  a  policy  that  should  be  followed  and 
we  know  there  is  much  that  can  be  done.  We  do  not 
know  that  the  efficiencies  and  economies  that  may  be 
put  into  effect  will  avail  to  bring  the  net  revenue  where 
it  should  be,  but  we  do  know  that  much  can  be  accom- 
plished and  we  know  that  until  all  is  accomplished  that 
can  be  accomplished  along  these  lines,  there  will  not 
be  much  sympathy  with  a  proposal  for  another  rate 
advance. 

We  do  not  like  to  seem  to  be  too  critical  of  the  rail- 
roads at  a  time  like  this.  Perhaps  our  position  in  the 
past  may  serve  as  a  justification  for  a  little  criticism 
and  advice  now.  But  it  has  appeared  to  us  lately,  as  in 
the  past — and  we  have  more  than  once  made  this  com- 
ment— that  one  great  trouble  with  the  railroads  is  their 
lack  of  proper  business  management.  By  this  we  do 
not  mean  that  there  is  mismanagement  in  the  sense  that 
funds  are  wasted  or  operation  is  inefficient.  We  mean 
that,  in  most  cases,  the  men  who  are  responsible  for 
the  conduct  of  the  railroads  are  railroad  men  merely, 
and  railroad  men,  as  such,  are  not  business  men.  They 
are  successful  operating  men,  or  brilliant  lawyers,  or 
what  not,  but  they  are  not  business  men.  One  may  be 
a  splendid  railroad  man  in  every  sense  in  which  that 
word  is  used,  and  still  have  very  little  idea  of  business 
management.  A  railroad  never  goes  outside  the  rail- 
road ranks  for  its  chief  executive.  There  is  probably 
no  other  business  in  the  world  that  does  not  do  it  often. 
The  idea  is  that  if  a  man  has  great  business  vision  and 
a  talent  for  business  management,  the  technique  and  the 
details  can  be  furnished  to  him  by  hired  underlings  on 
whose  advice  he  can  rely.  But  nothing  like  that  was 
ever  heard  of  in  the  railroad  business.  It  continues  to 
be  run  by  technical  men  who  may  or  may  not  have  any 
business  ability  and  who  certainly  have  had  little  busi- 
ness training. 

In  illustration  of  our  point,  may  we  not — as  Presi- 
dent Wilson  would  say — cite  one  example?  The  rail- 
roads do  not  advertise  their  freight-carrying  facilities. 


We  pause  t<>  ri-mark  that  we  are  not  now  going  to  talk 
specifically  about  the  kind  of  advertising  that  our  pub- 
lication might  expect  or  hope  to  profit  by.  We  have 
something  entirely  different  in  mind. 

For  several  years  the  railroads  have  been  crippled 
in  the  handling  of  freight.  The  public  has  learned  to 
regard  shipment  by  freight  as  a  thing  to  be  avoided, 
if  possible,  for  the  reason  that  freight  shipment  was 
slow  and  unsatisfactory.  And  the  public  was  right  in 
its  impression.  The  railroads  not  only  admitted  their 
impotency  but  they  did  not  even  try  to  get  business. 
There  was  no  use  in  doing  it.  This  was  not  their  fault 
but  it  was  the  true  situation.  Now,  however,  things 
have  changed.  The  railroads  are  not  only  able  to  carry 
the  business  of  the  country  but  they  are  not  getting 
enough  to  keep  them  busy  and,  in  consequence  of  the 
falling  off  in  traffic,  they  are  not  earning  the  revenue 
that  the  law  says  the  Commission  shall  give  them  and 
that  the  Commission  has  tried  to  assure  them.  The 
railroad  man  tries  to  increase  efficiencies  and  effect 
economies.  That  is  good.  But  what  would  the  busi- 
ness man  do?  He  would  increase  efficiencies  and  effect 
economies,  but  he  would  also  do  something  to  get  new 
business.  He  would  say  to  himself  something  like  this : 
"The  public  has  been  educated  away  from  shipping  by 
freight  at  a  time  when  we  were  not  in  a  position  to  dis- 
pute that  attitude.  But  now  we  are  able  to  carry  the 
public's  freight.  How  shall  we  carry  that  message  to 
the  public?  How  does  any  business  man  carry  his  mes- 
sage to  the  public?  Advertising,  of  course." 

The  railroads  now,  either  through  a  central  organi- 
zation, or  as  individuals,  or  in  both  ways,  ought  to  be 
educating  the  public,  not  only  to  their  need  for  business 
but  to  their  ability  to  take  care  of  it.  The  newspapers 
— country  as  well  as  city — and  other  publications  of  gen- 
eral circulation  ought  to  carry  such  advertising.  But 
do  they?  They  do  not  and  they  probably  will  not. 
Why?  Because  the  railroads  do  not  advertise  their 
freight  carrying  facilities.  Nobody  knows  why  they  do 
not.  They  do  not  know  themselves.  They  just  do  not  do 
it.  They  never  did  it  and  will  not  begin  now.  Any  suc- 
cessful business  man  who  has  something  to  sell  will 
tell  you  that  at  least  part  of  his  success  is  due  to  adver- 
tising. He  has  no  other  way  to  carry  his  message.  But 
with  this  recognized  weapon  for  fighting  for  business 
at  hand,  the  railroads  do  not  pick  it  up. 

We  have  used  the  present  time  and  the  present 
situation  as  a  specific  illustration  of  what  the  railroads 
could  do  in  the  way  of  getting  business  through  adver- 
tising. The  same  principle  holds  true  at  all  times  and 
in  all  seasons.  The  railroads  should  advertise  their 
freight-carrying  facilities  whenever  they  have  anything 
to  say  to  the  shipper  or  potential  shipper  of  freight. 
They  should  say  it  in  mediums  that  reach  those  ship- 
pers. Their  policy  to  the  contrary  is  based  on  nothing 
but  a  blind  ignoring  of  facts.  The  railroads  never  have 
advertised  thus  and  they  will  not  begin.  The  railroad 
man  thinks  he  is  railroading  if  he  runs  his  trains  on 
time  and  carries  what  is  offered.  He  does  not  think  he 
has  failed  if  the  trains  are  not  loaded.  He  merely 
blames  conditions  for  their  emptiness.  He  is  not  a  busi- 
ness man.  We  are  glad  to  say  that  a  few  of  the  smaller 
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roads  are  getting  out  of  the  rut  and  are  beginning  to 
use  printers'  ink— with  what  degree  of  success  it  might 
be  well  to  ask  them.  Of  course  their  advertising  brings 
them  business,  when  it  is  properly  done. 

\\  c  arc  not,  of  course,  attempting  to  convey  the  im- 
-ion  that  the  salvation  of  the  railroads  depends  on 
freight  advertising.  But  we  do  say  that  a  policy  of  such 
advertising— especially  just  at  this  time,  when  they  have 
a  specific  and  important  message  for  the  public— is  one 
of  the  methods  of  bettering  their  business  that  ought 
not  be  overlooked. 


COMPENSATION  RULING 

The  Traffic   World   Washington  Bureau 

A  formal  ruling  has  been  made  by  the  board  of  referees, 
composed  of  Commissioner  Woolley,  Charles  W.  Needham,  and 
J  J  Hickey,  that  a  board  of  referees  appointed  by  the  Com- 
mission to  report  to  the  President  what  would  be  just  com- 
pensation for  a  railroad  that  had  not  been  able  to  make  a  con- 
tract with  the  government,  has  jurisdiction  over  all  the  un- 
adjusted claims  against  the  government  of  a  railroad  that  in- 
vokes the  law  for  referees  to  say  how  much  migh.t  be  paid  as 
Just  compensation  for  the  use  of  its  property  while  under  fed- 
eral control.  The  ruling  was  made  In  Compensation  Docket 
No.  9.  Western  Pacific  Railroad  Company  vs.  Director-General 
of  Railroads. 

In  that  case  the  Railroad  Administration  objected  to  the 
introduction  of  testimony  to  prove  under-maintenance.  The 
Railroad  Administration  claimed  that  the  jurisdiction  of  the 
board  in  this  case,  and  naturally  If  in  this  case,  then  In  all 
other  cases,  was  limited  to  the  ascertainment  of  the  amount  of 
"annual  rental,"  as  the  basis  of  an  agreement  between  the  Presi- 
dent and  the  complaining  railroad. 

Such  a  limitation,  if  acknowledged  by  the  board,  would 
have  the  result  of  excluding  from  consideration  by  the  boards 
the  claims,  amounting  to  hundreds  of  millions,  on  account  of 
under-maintenance  during  the  period  of  federal  control.  In  all 
preceding  cases  the  referees  have  considered  all  claims  and 
have  made  their  awards  as.  If  there  could  not  have  been  any 
question  about  the  Intent  of  Congress  to  give  such  boards  au- 
thority to  consider  the  whole  of  a  case  the  complaining  railroad 
might  set  up  against  the  government. 

The  ruling  announced  by  the  board  is  as  follows: 

"Counsel  for  the  respondent  has  objected  to  certain  evi- 
dence offered  by  plaintiff  upon  the  ground  that  the  jurisdic- 
tion of  this  board  Ms  limited  to  the  making  of  a  report  to  the 
President  as  to  the  amount  of  annual  rental  which  shall  form 
the  basis  of  an  agreement  with  the  carrier  as  provided  in  sec- 
tion one  of  the  Federal  Control  Act'  and  that  the  evidence  is 
offered  in  support  of  items  of  compensation  that  cannot  be 
stated  in  our  report  in  the  form  of  annual  rent  In  support  of 
the  objections  counsel  relies  upon  the  following  language  of 
section  3  of  the  Federal  Control  Act: 

Said   hoarda    •     •     •     shall   report     •     *     •     the  just  compensation, 
t"«l   on   an  annual   hauls  and  otherwise   in   such   form   as   to   be 
convenient    ami     iv.-iil:il.li-    for    the    making   of    such    agreement   as    is 
Mithorizcd  in  MctftOD  one. 

"In  our  opinion  the  objections  should  be  overruled  for  the 
following  reasons: 

"Section  3  of  the  Federal  Control  Act  provides  that  all  un- 
adjusted claims  for  just  compensation  shall  be  submitted  to 
boards  of  referees  for  consideration  and  report.  That  section 
also  provides  that  such  boards  shall  make  a  report  of  the  just 
compensation  In  each  case  so  submitted.  In  our  opinion  the 
provisions  of  section  3,  upon  which  counsel  for  the  respondent 
relies,  merely  prescribe  the  form  in  which  our  conclusions  as 
to  the  Just  compensation  shall  be  reproduced  in  the  report 
which  the  statute  requires  us  to  make,  therefore,  those  pro- 
•<  do  not  limit  our  jurisdiction  and  have  no  reference  to 
Jurisdiction.  So  far  as  we  are  now  informed  we  can,  in  literal 
compliance  with  the  statute,  report  every  item  of  Just  compen- 
nation  claimed  In  this  case,  which  may  be  proved,  either  calcu- 
lated on  an  annual  basis  or  otherwise  in  such  form  as  to  be  con- 
silient and  available  for  the  making  of  such  agreement  as  is 
authorized  in  section  one  of  the  Federal  Control  Act. 

"The  reports  of  the  committees  of  the  Senate  and  House 

eprenentativpH   upon   the   bills   which   became   the   Federal 

>1  Act  and  the  provisions  of  section  6  of  the  Federal  Con- 

I  Act  are  clearly  adverse  to  the  construction  which  counsel 

for  the  respondent  asks  us  to  give. 

Section  one  of  the  Federal  Control  Act,  after  reciting  that 

»mdem  having  In  time  of  war  taken  over  the  possession 

ntrol    and    operation   of   certain   systems   of   transport^' 

Presldent  power,  within  certain  maximum  limits 

the  owners  of  the  systems  of  transportation  as 


to  their  just  compensation.  In  the  event  of  failure  to  reach 
an  agreement  the  following  provisions  of  that  statute  become 
operative: 

That  all  claims  for  just  compensation  not  adjusted  (as  provided 
in  section  one)  shall,  on  the  application  of  the  president  or  of  any 
carrier  be  submitted  to  boards,  each  consisting  of  three  referees 
to  be  appointed  by  the  Interstate  Commerce  Commission. 

"The  statute  contemplated  that  the  report  of  the  board 
of  referees  would  enlarge  the  power  of  the  President  to  agree 
with  claimant  carriers,  the  provisions  to  that  effect  being  as 
follows : 

The  president  is  authorized  to  enter  into  an  agreement  with  such 
carrier  for  just  compensation  upon  a  basis  not  in  excess  of  that  re- 
ported by  such  board,  and  may  include  therein  provisions  similar  to 
those  authorized  under  section  one.  Failing  such  agreement,  either 
the  United  States  or  such  carrier  may  file  a  petition  in  the  court  of 
claims  for  the  purpose  of  determining  the  amount  of  such  just  com- 
pensation and  in  the  proceedings  in  said  court  the  report  of  said 
referees  shall  be  prima  facie  evidence  of  the  amount  of  just  com- 
pensation and  of  the  facts  therein  stated. 

"During  the  period  of  federal  control  railroad  corporations 
of  course  could  not  compute  the  amount  of  their  claims  that 
might  arise  for  under-maintenance  of  their  property  and  for 
many  acts  of  omission  or  commission  ascribable  to  the  United 
States  during  that  period,  but  it  was  then  obvious  that  at  the 
end  of  federal  control  losses  from  under-maintenance  and  all 
forms  of  losses  to  the  railroad  corporations  could  be  measured 
and  claimed.  Having  in  mind  the  ending  of  federal  control  and 
the  relinquishment  of  the  railroad  properties  to  the  owners 
thereof,  Congress  passed  an  act,  the  Transportation  Act,  1920, 
which  provides  in  part  as  follows: 

Sec.  200  (a).  Federal  control  shall  terminate  at  12:01  a.  m.,  March 
1,  1920;  and  the  president  shall  then  relinquish  possession  and  control 
of  all  railroads  and  systems  of  transportation  then  under  federal  con- 
trol and  cease  the  use  and  operation  thereof. 

Sec.  202.  The  president  shall,  as  soon  as  practicable  after  the 
termination  of  federal  control,  adjust,  settle,  liquidate  and  wind  up  all 
matters,  including  compensation,  and  all  questions  and  disputes  of 
whatsoever  nature,  arising  out  of  or  incident  to  federal  control. 

Sec.  203  (a).  Upon  the  request  of  any  carrier  entitled  to  just 
compensation  under  the  federal  control  act,  but  with  no  contract  fix- 
ing or  waiving  compensation  has  been  made  and  which  has  made  no 
waiver  of  compensation,  the  president:  (1)  shall  pay  to  it  so  much  of 
the  amount  he  may  determine  to  be  just  compensation  as  may  be 
necessary  to  enable  such  carrier  to  have  the  sums  required  for  inter- 
est, taxes  and  other  corporate  charges  *  *  *  and  (2)  may,  in  his 
discretion,  pay  to  such  carrier  the  whole  or  any  part  of  the  remainder 
oi  such  estimated  amount  of  just  compensation. 

(b)  The  acceptance  of  any  benefits  by  a  carrier  under  this  sec- 
tion  

(1)  Shall  not  deprive  it  of  the  right  to  claim  additional  compensa- 
tion, which,  unless  agreed  upon,  shall  be  ascertained  in  the  manner 
provided  in  Sec.  3  of  the  Federal  Control  Act. 

"A  full  consideration  of  the  issues  presented  to  us  in  this 
case  at  this  time  leads  us  to  the  conclusion  that  as  during  the 
period  of  federal  control  the  jurisdiction  of  boards  of  referees, 
in  cases  submitted  to  such  boards,  appears  to  have  been  sub- 
stantially the  same  as  to  the  subjects  to  be  considered  as  was 
the  President's,  to  make  settlements  by  agreement,  so  in  the 
present  case  the  board  of  referees  has  jurisdiction  to  deter- 
mine the  compensation  as  to  all  claims  arising  out  of  or  inci- 
dent to  federal  control  which  the  President  under  the  Transpor- 
tation Act  is  authorized  to  adjust  and  settle.  Therefore,  the  ob- 
jections are  overruled." 


CLASSIFICATION  NO.  2  HELD  UP 

The  work  of  printing  Consolidated  Classification  No.  2,  which 
is  understood  to  have  been  well  under  way,  has  been  held  up 
pending  a  checking  of  the  proposed  classification  by  the  Na- 
tional Industrial  Traffic  League.  R.  C.  Fyfe,  chairman  of  the 
Consolidated  Classification  Committee,  said,  however,  that  he 
preferred  that  any  information  given  out  should  come  from  the 
Traffic  League. 

In  the  absence  from  the  city  of  J.  H.  Beek,  executive  sec- 
retary of  the  League,  E.  F.  Lacey,  assistant  secretary,  said  he 
did  not  know  as  to  the  work  of  printing  being  stopped,  but  that, 
the  request  of  the  League,  Mr.  Fyfe  had  furnished  to  it  a 
number  of  proofs  of  the  book.     These,  he  said,  would  be  checked 
by  the  League's  classification  committee  at  a  meeting  in  New 
k  next  Monday  and  it  was  proposed,  then,  that  the  League 
committee   meet    with   the   railroad    Consolidated    Classification 
Committee  in  New  York  the  next  day.     He  said  there  was  no 
rticular  reason  for  the  League's  asking  this  procedure  other 
that  it  desired  to  be  permitted  to  see  the  proposed  classifi- 

«"*  ,        W6nt  °Ut  instead  of  after  U  was   flled-     This. 

nd,  was  in  conformance  with  the  general  agreement  reached 
the  meeting  of  carriers  and  shippers  in  New  York,  December 

nV  a  p.r°£ram  of  co-operation  was  agreed  on. 

Fyfe  said  the  plan  had  been  to  publish  the  book  about 

'  IM  i™.?  ™g  the  effective  dftte  March  15.    The  supply 
of  Consolidated  Classification  No.  1  has  been  exhausted,  it  is 


PACIFIC   CAR    DEMURRAGE 

iq?r>T«h  rePO,r«?f, the  Paciflc  Car  Demurrage  Bureau  for  October, 
.    i7Ai          °ars  held  overtime-a  percentage  of  06.30-as 
—a  percentage  of  05.52— for  October   1919 


January  1, 
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Current  Topics 

in  Washington 


The  Reparation  Question. — The  lawyers  in  the  Commission 
and  the  Railroad  Administration  are  laying  the  foundation,  it  is 

ved,  for  a  grand  and  extensive  spree  on  the  question  of 
reparation,  in  which  they  will  try  to  talk  lawyers  for  shippers 
under  the  table.  John  Finerty,  for  the  Railroad  Administration, 

ves,  broadly  speaking,  that  there  should  be  no  reparation 
whatever.  Non-legal  minds,  after  reading  the  recocmendations 

ongress  contained  in  its  current  annual  report,  will  be  in- 
clined, it  is  suspected,  to  believe  the  Commission  entertains 
practically  the  same  view,  expressed,  however,  in  different 
terms.  There  may  be  a  slight  difference  between  them.  The 
final  effect,  however,  there  is  reason  to  believe,  would  be  the 
same — denial  of  reparation  except  on  the  basis  that  the  shipper 
show,  not  merely  that  he  lost  something,  but  that  something  was 
gained  by  some  other  known  person  by  reason  of  the  wrongful 
act  of  the  carrier.  The  mere  fact  that  the  carrier  has  profited 
by  reason  of  its  own  wrong-doing,  consisting  of  a  disregard  of 
the  terms  ot"  the  statute  as,  for  instance,  in  fourth  section  cases, 
under  the  new  basis — would  not  be  sufficient.  Commissioner 
Hall's  major  premise  that  breaking  of  the  law  by  the  carrier 
creates  no  presumption  of  damage  does  not  sound  good  to  the 
man  who  finds  out  that  a  railroad  has  taken  from  him  $1.50 
when,  if  the  railroad  had  obeyed  the  law,  the  service  rendered 
to  him  would  have  "set  him  back"  only  $1.  Such  a  person  may 
grudgingly  assent  to  the  proposition  that  it  is  an  offense  against 
the  government  (otherwise  the  whole  people),  for  the  carrier  to 
charge  $1.50  when  the  law  permits  only  $1,  but  always  the  prac- 
tical-minded one  will  wonder  if  the  fifty  cents  taken  from  him 
will  not  make  it  just  that  much  harder  for  him  to  pay  his  in- 
come tax  and  just  that  fifty  cents  easier  for  the  railroad  to  pay 
its  income  tax.  The  mere  fact  that  he  may  have  a  million 
wherewith  to  pay  that  tax  while  the  railroad  may  not  have  a 
dollar  will  not  ease  him  a  bit.  By  the  same  sign,  lawyers  for 
shippers  have  suggested,  the  highwayman  could  figure  that  his 
victim,  being  rich,  ought  not  to  object  to  being  held  up  or  expect 
to  get  his  money  back  in  the  event  the  state  should  lay  him  by 
the  heels  and  find  the  stolen  money  in  his,  pocket.  Much  heat 
can  always  be  generated  in  an  argument  about  dollars,  and  the 
prospective  arguments  on  the  applications  of  Finerty  for  re- 
hearings  and  re-arguments  in  cases  where  the  Commission  has 
awarded  reparation,  are  not  expected  to  be  exceptions  to  the 
rule.  The  bystander  may  regret  that  the  scientists  have  never 
devised  methods  for  measuring  the  heat  generated.  In  the  last 
six  years  there  has  been  a  suspicion  among  attorneys  for  ship- 
pers that  the  Commission  has  been  reluctant  to  award  repara- 
tion, first,  because  the  railroads  were  so  hard  up,  and,  second, 
because  the  government  is  now  as  hard  pressed  for  funds  as  any 
railroad  ever  was,  while  most  of  the  shippers  who  are  able  to 
show  that  a  rate  was  wrong  are  so  efficient  that  they  are  not 
likely  to  hit  the  rocks  if  they  do  not  have  returned  to  them  the 
dollars  the  needy  railroads  and  the  needy  government  have  col- 
lected in  the  last  two  years  without  full  warrant  of  law. 

Reduction  in  Wages. — New  England,  industrially,  is  trying 
to  establish  an  equilibrium  between  income  and  outgo  by  posting 
notices  of  reductions  in  wages  accompanied  by  the  announce- 
ment that  if  the  manual  laborers  feel  they  cannot  afford  to  take 
the  wages  offered,  the  managements  will  have  to  keep  the  mills 
closed  because  the  public  will  not  pay  the  prices  forced  upon  the 
sellers  by  the  costs  of  production.  These  moves  to  bring  about 
a  better  relation  have  served  to  intensify  the  attention  bestowed 
by  those  in  the  Commission  who  have  anything  to  do  with  the 
demand  of  the  New  England  roads  for  larger  divisions,  on  the 
facts  about  the  wages  of  railroad  labor  brought  out  at  the  hear- 
ing on  the  complaint  of  the  New  England  roads.  No  man  in 
authority  in  railroad  management  has  suggested  a  step  in  the 
carrier  industry  analagous  to  that  taken  by  the  Yankee  textile 
mill  managers.  Why?  More  than  one  man  has  whispered  the 
suggestion  that  railroad  managers  for  so  many  years  have  been 
beaten  and  buffeted  by  public  authorities  that  they  are  not  man- 
agers, except  in  name.  Congress,  by  means  of  the  Adamson 
law  and  by  the  Railroad  Labor  Board  part  of  the  transportation 
act,  has  stepped  in  as  the  deciding  authority  each  time  the  rail- 
road managers  and  the  autocrats  of  the  labor  organizations  have 
come  face  to  face.  Congress  stepped  in  with  the  white  flag  of 
surrender  because,  as  in  the  case  of  every  war,  the  innocent 
would  suffer  more  than  the  guilty.  It  stepped  in  because,  before 
that,  it  had  by  legislation  said  that  the  laws  against  conspiracy 
should  not  be  applied  to  the  backs  of  those  who  planned  to 
starve  the  public,  not  by  quitting,  but  by  quitting  and  threaten- 
ing to  "knock  off  the  block"  of  the  man  who  dared  step  in  to 
take  the  job  that  had  been  made  vacant  by  the  exercise  of  the 
right  to  quit.  The  pessimistically  inclined  thinkers  on  what  the 
Yankee  textile  mill  managers  have  done  believe  the  textile  mill 


workers  and  other  laborers  will  have  to  stand  the  reductions  in 
wages  so  that  the  public,  of  which  the  textile  mill  workers  con- 
stitute a  part,  may  keep  the  railroad  laborers  at  their  Jobs.  But, 
it  is  suggested,  even  if  the  textile  mill  workers  agree  to  cuts  in 
their  wages,  the  New  England  roads  will  not  be  made  prosper- 
ous, because,  even  if  the  New  England  roads  did  as  much  busi- 
ness as  they  ever  did,  their  freight  rates  are  not  high  enough 
to  give  them  six  per  cent  on  the  value  of  the  property  devoted 
to  transportation.  The  expenses  of  the  New  England  roads, 
according  to  the  showing  made  by  them,  are  BO  high  they  must 
have  a  big  increase  either  in  divisions  or  in  rates,  regardless 
of  what  happens  to  other  kinds  of  labor  in  that  part  of  the 
country. 

Appointment  of  Lame  Ducks. — A  method  whereby  President 
Wilson  could  escape  part  of  the  rigors  of  the  blockade  the  Sen- 
ate has  declared  against  his  nominees  for  the  Interstate  Com- 
merce Commission  has  been  disclosed  by  what  that  body  did 
when  he  nominated  Senator  Nugent,  of  Idaho,  to  fill  the  vacancy 
on  the  Federal  Trade  Commission  caused  by  the  resignation  of 
William  B.  Colver.  Nugent,  being  a  sitting  member  (due,  how- 
ever, to  become  what  is  vulgarly  known  as  "lame  duck"  on 
March  4),  was  confirmed  out  of  hand.  The  inference  is  that  if 
the  president  will  nominate  some  other  Democratic  senator  to 
fill  one  of  the  long-existing  vacancies,  or  the  vacancy  that  oc- 
curred when  Robert  C.  Woolley's  term  of  office  expired  Decem- 
ber 31,  confirmation  will  follow  as  a  matter  of  course.  President 
Wilson  has  made  a  number  of  nominations  without  regard  to 
the  fact  that  the  nominee  knew  nothing  about  the  important 
work  done  by  the  Commission.  One  more  would  not,  in  his  esti- 
mation, probably,  hurt  the  public  interest.  He  could  not,  how- 
ever, fill  Republican  vacancies  in  that  way  because  there  are  no 
Republican  lame  ducks  in  the  Senate.  Besides,  there  is  no  sign 
that  he  is  of  the  opinion  that  the  Senate  will  not,  some  time, 
confirm  his  nominees.  No  sitting  senator,  whether  lame  duck  or 
otherwise,  is  eligible  now  to  appointment  as  an  Interstate  Com- 
merce Commissioner  or  can  become  eligible  before  March  4. 
The  constitution  says  no  man  may  be  appointed  to  an  office, 
the  salary  of  which  has  been  increased,  during  the  term  for 
which  he  was  elected.  After  March  4,  all  senators  whose  terms 
expired  on  that  day  will  be  eligible  in  so  far  as  that  provision 
of  the  Constitution  is  concerned.  At  times,  it  seems,  the  con- 
stitution is  not  much  "between  friends"  and  nothing  at  all  be- 
tween eminent  lawyers.  In  1919,  William  Howard  Taft  and 
Philander  Chase  Knox,  two  of  the  most  learned  and  profound 
lawyers  in  the  land,  walked  all  over  that  part  of  the  Constitu- 
tion, the  former  by  nominating  Knox  to  be  Secretary  of  State 
and  the  latter  by  accepting  the  office.  Both  had  forgotten  that 
part  of  the  Constitution.  There  is  no  question  about  their  for- 
getting it,  because  Knox,  in  particular,  has  read  about  every- 
thing that  was  ever  written  about  the  Constitution  and  written 
much  about  every  idea  contained  therein.  Knox  was  made  eli- 
gible to  serve  as  Secretary  of  State  by  the  repeal  of  the  statute 
increasing  the  pay  of  the  Secretary  of  State  from  $8,000  to  $12,- 
000  a  year.  For  two  years  or  more  he  served  at  the  lower  sal- 
ary. It  did  not  even  bend  him  financially. 

Reorganization  of  Shipping  Board. — It  is  believed  likely  that 
when  Congress,  under  the  Harding  administration,  gets  around 
to  the  re-organization  of  the  Shipping  Board,  it  will  remodel  that 
body  on  the  lines  of  the  Interstate  Commerce  and  Federal  Trade 
commissions  by  abolishing  the  President-created  chairman.  Un- 
der the  form  of  organization  provided  for  the  Shipping  Board, 
the  chairman  is  the  big  man  in  the  eyes  of  the  public.  Other 
members  of  the  Board,  so  far  as  the  public  is  concerned,  are 
only  assistants  to  him.  Admiral  Benson  is  the  only  man  who 
receives  mention.  That  is  ridiculous  in  the  eyes  of  men  who 
know  Joseph  N.  Teal.  Without  intending  to  make  the  compari- 
son odorous,  it  maybe  said  that  the  idea  of  Teal  being  an  as- 
sistant to  Benson  in  matters  of  commerce  law  or  practice  is 
putting  the  cart  before  the  horse.  The  admiral  knows  the  gar- 
board  strake  should  be  so  and  so  to  make  it  perform  its  func- 
tion, but  it  is  in  the  training  of  Teal  to  know  why  a  ship  with 
a  proper  strake  is  not  profitably  employed,  while  the  chances 
are  that  the  admiral,  until  within  the  months  he  has  served  as 
chairman,  had  only  the  haziest  notions  on  the  business  side  of 
ships.  Admiral  Benson  Is  the  man  at  whom  the  newspaper  re- 
porters fire  their  questions.  He  is  the  man  who  is  quoted.  In 
the  eyes  of  those  who  know  something  about  the  work  of  the 
Interstate  Commerce  Commission,  the  information  the  public 
receives  about  the  work  of  the  Shipping  Board  is  about  as  in- 
adequate as  could  be  imagined,  judged  by  the  standards  of  those 
who  make  use  of  the  information  that  is  given  out  by  the  Com- 
mission. That  body  puts  its  decisions  and  orders  out  where  the 
public  has  an  opportunity  to  study,  not  what  some  employee  of 
the  Commission  thinks  the  Commission  has  said,  but  the  order 
or  decision  itself.  Admiral  Benson  holds  a  daily  conference 
with  the  newspaper  men  at  which  may  be  imparted  information 
of  real  value  or  not,  defending  on  whether  somebody  happens  to 
frame  a  question  that  will  develop  the  facts. 


Methods  of  Washington   Agents. — Publication   of  the   corre- 
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spondence  of  the  National  Coal  Association  with  its  members 
about  Service  Order  No.  10,  from  which  the  public  and  Senator 
Calder  may  have  obtained  the  Idea  that  the  Commission  Is  so 
••ay  going  that  It  allows  interested  parties  to  write  its  orders, 
has  served  again  to  call  attention  to  the  fact  that  public  men  in 
Washington,  both  intentionally  and  unintentionally,  are  misrep- 
resented by  both  straight  and  crooked  attorneys  and  lobbyists. 
It  has  also  served  again  to  draw  attention  to  the  fact  that  when 
such  correspondence  falls  into  the  hands  of  a  public  man  who 
is  desirous  of  making  a  point,  it  can  be  used  with  telling  effect 
among  those  who  are  not  well  informed  as  to  how  public  busi- 
ness must  be  done.  President  Wilson,  In  1913,  raised  a  hue  and 
cry  about  lobbyists  when  he  was  able  to  obtain  the  letters  writ- 
ten by  a  man  who  was  on  the  pay  roll  of  the  National  Manufac- 
turers' Association  on  the  theory  that  he  could  obtain  informa- 
tion for  it  that  would  be  of  importance.  The  man,  now  dead, 
wrote  "deep  stuff"  about  "seeing"  Marcus  A.  Hanna,  Senator 
Aldrich,  Senator  Bailey,  and  other  men  prominent  in  both 
parties,  the  Implication  being  that  by  "seeing"  them  the  writer 
was  "putting  over"  things  that  could  not  have  been  put  over 
had  the  association  hired  any  less  astute  person  than  he.  One 
of  the  veteran  newspaper  correspondents,  then,  as  now,  writing 
for  a  muck-raking  type  of  newspaper,  remarked  that  the  letters 
sounded  like  excuses  he  had  sometimes  written  to  the  managing 
editor  for  not  having  done  something.  He  told  the  managing 
editor  that,  for  instance,  he  had  seen  Cannon  or  Aldrich,  but  had 
got  nothing.  He  explained  that  he  had  hoped  the  managing 
editor  had  drawn  the  inference  that  he  had  talked  with  Cannon 
or  Aldrich  about  the  subject  in  which  the  editor  was  interested, 
but  that  he  really  had  only  said  he  had  "seen"  Cannon — walking 
down  the  street.  Many  of  the  letters  written  by  Washington 
agents,  whether  called  attorneys  or  lobbyists,  are  of  that  char- 
acter. The  National  Coal  Association  letter,  however,  was  not 
go  baseless  as  that.  A.  E.H. 


EXPRESS  CONSOLIDATION 

The  Tragic   World   Washington  Bureau 

John  E.  Benton,  general  solicitor  of  the  National  Association 
of  Railway  and  Utilities  Commissioners,  is  preparing  a  brief  to 
be  filed  with  the  Commission  asking  for  reargument  in  the  ex- 
press consolidation  case.  The  position  of  the  state  commissions 
will  be  in  general  along  the  lines  of  the  dissenting  opinion  of 
Commissioner  McChord.  The  principal  contention  of  the  state 
commissions  In  the  case  was  that  as  a  condition  precedent  to 
approval  of  the  consolidation  the  Commission  should  make  pro- 
vision for  the  protection  of  claimants  in  their  loss-and-damage 
claims  which  accrued  against  the  constitutent  companies,  par- 
ticularly the  Adams  and  Southern  companies.  Without  express- 
ing any  opinion  in  regard  to  the  decision,  Mr.  Benton  sent  a  bul- 
letin to  the  state  commissions  quoting  briefly  from  the  dissent- 
ing opinion  of  Commissioner  McChord.  Later  it  was  decided  that 
the  association  would  take  formal  action  in  the  matter  and  file  a 
brief  requesting  reargument. 


EXPRESS  COMPANY  CONSOLIDATION 

The  Traffic  World  Washington  Bureau 

The  Southern  Traffic  League,  on  December  22,  as  has  been 
told,  filed  a  petition  asking  the  Commission  to  reopen  No. 
11365,  application  for  consolidation  of  express  companies,  so  as 
to  permit  reargument  with  a  view  to  persuading  the  Commis- 
sion to  qualify  Its  permission  to  the  American  Railway  Express 
Company  to  continue  as  a  consolidated  company,  with  terms 
and  conditions,  such  conditions  and  terms  to  be  framed  with  a 
view  to  compelling  the  settlement  of  loss  and  damage  claims 
pending  against  the  constituent  companies  at  the  time  of  the 
consolidation,  particularly  the  Adams  and  Southern  companies 
The  petition  for  further  proceeding  is  as  follows: 


,-.  Southern  Traffic  League,  a  non-stock  corporation 

?,,<Si1i,?Xl!.tln<f  un,der  .H16  Iaw<l  of  the  state  of  Georgia,  and 
OM  within  Its  membership  a  large  number  of  express  shippers 
A  various  civic,  commercial  and  industrial  Institutions  in  the  South, 
•howing  unto  the  CommlMtoD  respectfully  as  follows- 

'Jon   rendered    December   7th   and   published   December 
jonorable  eomni  hwlon  determined  that  the  Adams  Express 
~£      *  ^°,\llhr.1"    ''•xPre8l>    Company,    the    American    Express 
£1  X»nrt   .JJSiM  I'f"!iK<?  *  Company  may  lawfully  continue  to  be 
I  connolldated   Into  the  American   Railway  Express  Com- 
"  «»trlrtons-    qualifications,    terms    or 


Tour  tM-tltloner,  the  Southern  Traffic  League   earnestly  ar.ne»ia  i 


Commission  is  incorrect  and  constitutes  a  serious  error  of  law  to 
rectify  which  your  petitioner  and  other  shipping  organizations  have 
no  remedy  save  by  this  appeal  to  the  Commission  to  reconsider  Its 
decision  in  the  respect  here  dealt  with. 

It  is  respectfully  urged,  furthermore,  that  since  the  Commission 
has  condemned  in  unqualified  terms  the  reprehensible  claim  policies 
of  the  Adams  and  Southern  companies  it  should  resolve  any  doubt  as 
to  its  authority  to  deal  with  the  matter  in  favor  of  the  contention 
that  the  Commission  has  the  requisite  power  because,  in  that  event, 
the  question  of  power  could  and  doubtless  would  then  arise  in  courts 
having  competent  jurisdiction. 

It  is  therefore  respectfully  prayed  that  the  Commission  make  an 
order  reassigning  this  proceeding  for  further  argument  on  the  ques- 
tion of  the  power  of  the  Commission  to  prescribe  "such  terms  and 
conditions"  as,  in  its  judgment,  are  proper  to  be  attached  to  the  con- 
tinued merger  of  the  large  express  companies  of  this  country  into  a 
single  system  and  to  receive,  in  the  course  of  such  further  argument, 
suggestions  as  to  the  practical  forms  which  the  imposition  of  such 
terms  and  conditions  might  take  in  so  far  as  concerns  the  winding  up 
and  settlement  of  the  outstanding  claims  of  express  shippers  against 
the  Adams  and  Southern. 


EXPRESS  RECEIPTS 

At  the  November  meeting  of  the  National  Industrial  Traffic 
League  it  was  decided  to  circularize  the  members,  inviting  com- 
ment or  criticism  on  the  new  form  of  express  receipts  used  at 
various  places,  known  as  forms  11  and  12,  and  that  the  express 
committee  would  then  confer  with  the  American  Railway  Ex- 
press Company  on  the  general  subject  of  the  uniform  receipt. 
The  express  company  has  asked  for  more  time  before  taking 
up  this  subject,  asking  that  the  League  withold  criticism  and 
await  further  developments.  President  George  C.  Taylor's  let- 
ter of  December  17  to  T.  T.  Harkrader,  chairman  of  the  League's 
express  committee,  is  as  follows: 

Referring  to  our  recent  correspondence  and  conversation  in  reu:n<! 
to  the  matter  of  a  uniform  express  receipt. 

A  conference  was  held  in  New  York,  at  which  officials  of  this 
company  from  various  sections  of  the  country  were  represented,  and 
after  carefully  considering  the  question  from  all  angles,  they  came  to 
the  conclusion  that  the  combination  receipt  and  waybill,  known  by  us" 
as  Forms  11  and  12,  has  not  been  in  use  long  enough  or  to  a  sufficient 
extent  at  any  one  point  to  give  it  a  fair  trial,  and  their  recommenda- 
tion was  that  at  the  points  where  Forms  11  and  12  are  now  in  use. 
they  be  continued,  and  that  all  shippers  at  such  points  who  are  willing 
to  use  these  forms,  be  allowed  to  do  so,  but  that  no  extension  of  the 
system  be  made  to  other  cities  until  the  matter  was  again  taken 
under  consideration  by  this  committee  and  further  recommendations 
made. 

Likewise  the  committee  felt  that  the  special  form  of  receipt  in- 
stalled at  New  York  City  had  not  been  in  use  long  enough  to  properly 
estimate  its  value,  and  a  further  test  of  this  system  between  New 
York  and  certain  other  large  centers  is  in  progress.  This  test  will  in 
no  way  disturb  shippers  or  consignees.  It  is  simply  an  internal 
matter.  • 

I  approved  this  recommendation  with  the  understanding  that  if 
the  Rochester,  N.  Y.,  Chamber  of  Commerce  desired  an  experiment 
made  at  that  point  of  Forms  11  and  12,  it  could  be  done,  they  having, 
made  some  inquiries  about  these  forms.  Outside  of  this,  no  change 
whatever  will  be  made  in  our  receipting  systems  anywhere  for  the 
time  being. 

We  expect  to  reconvene  this  committee  at  the  end  of  say  ninety 
days,  when  the  whole  subject  will  be  gone  over  again,  and  definite 
recommendations  made,  based  on  the  experience  and  fair  trial  of  the 
systems  now  in  effect  made  during  that  time.  I  assure  you,  however, 
that  we  will  not  install  any  new  system  or  make  any  radical  changes 
in  the  systems  now  in  effect  without  first  conferring  with  the  asso- 
ciation you  represent,  as  well  as  the  other  principal  commercial  and 
industrial  bodies  in  the  country,  so  as  to  be  sure  that  the  forms  and 
methods  we  adopt  are  suitable  for  the  purpose  intended  and  that  they 
do  not  throw  any  unfair  burden  on  the  shippers. 

What  we  are  trying  to  develop  is  a  simple,  economical  and  sat- 
isfactory system  of  receipting  and  accounting  which  will  connect  the 
receipt  with  the  delivery  sheet  and  which  will  also  meet  the  reason- 
able needs  of  our  customers,  both  shippers  and  consignees. 


COST  OF  RAILROAD  COAL 

The  Traffic   World   Washington   Bureau 

For  the  purpose  of  disclosing  the  difference  in  the  cost  or 
fuel  to  the  railroads  in  1919  and  1920,  Senator  Nelson,  of  Minne- 
sota, submitted  a  resolution  in  the  Senate,  December  27,  calling 
on  the  Lnterstate  Commerce  Commission  to  submit  a  report  on 
that  subject.  The  Senate  agreed  to  the  resolution. 

The  last  official  report  made  by  the  bureau  of  statistics  of 
the  Commission  on  the  cost  of  fuel  covered  the  nine  months  end- 
ing with  September  and  the  corresponding  period  of  1919.  It 
showed  that  the  average  cost  of  coal  per  net  ton  for  the  country 
as  a  whole,  Including  freight  charges,  was  13.95  for  the  first  nine 
months  of  1920,  as  compared  with  $3.21  in  the  same  period  of 
j.  y  .1"  . 

The  quantity  of  coal  consumed  by  locomotives  in  road  trans- 
portation service  only  amounted  to  81,752,821  net  tons  in  the 
920  period,  as  compared  with  71,619,009  in  1919. 

The  lowest  average  cost  per  ton  was  in  the  Central  Western 
region,  where  it  was  $3.38,  as  compared  with  $2.97  in  1919  and 
the  highest  was  in  the  New  England  region,  where  it  was  $7.72, 
as  compared  with  $5.67  in  1919. 

The  Nelson  resolution  (S.  Res.  412)  follows: 


Commission  is  hereby  dl- 

cortof  railroad    ,,oi  <  i       and  report  to  the  Senate  the  increased 

rent  volr  nv«  th  to  the  railroads  of  the  United  States  for  the  cur- 
irnish  In  Tt  n  c?*l  of  the  same  to  them  for  the  year  1919,  and  to 
Ite  total  rn«tu«a  statement  of  the  tonnage  of  railroad  fuel  this  year. 
of  last  VPH£«  ™?i  „  rfTV081^1"  ton'  and  the  average  cost  per  ton 
°aearr<1el  ln 
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Decisions  of  Interstate  Commerce  Commission 


CHARGES  FOR  STORAGE,  ETC.,  AT 
NORFOLK 


city  of  Norfolk,  Va.,  as  the  operator  of  a  municipal 
«ii.ui  and  warehouses  thereon,  through  its  port  commission,  is 
not  a  common  carrier.  It  has  railroad  tracks  on  the  wharves, 
hut  neither  owns  nor  operates  rolling  stock.  Its  only  service 
in  connection  with  transportation  is  the  handling  and  storing 
of  [impel  iy  at  Norfolk.  The  city  admits  it  is  not  a  common 
carrier. 

These  t'acts  are  set  forth  in  a  report  by  the  Commission  on 
I.  and  S.  No.  1230,  Wharfage,  Handling  and  Storage  Charges  at 
Municipal  Terminals  at  Norfolk,  Va.,  opinion  No.  6492,  59  I.  C.  C. 

B,     The  case  was  created  when  A.  G.  King,  the  city's  tariff 

nt,  filed  his  I.  C.  C.  No.  1,  effective  November  1,  establishing 
wharfage,  handling  and  storage  charges  on  freight  passing  over 
its  wharves,  but  brought  there  by  the  Norfolk  &  Portsmouth 
Belt,  the  terminal  owned  by  the  eight  railroad  lines  serving  that 
city. 

Protest  was  made  by  wharfingers  and  warehousemen  at  Nor- 
folk and  the  tariff  was  suspended.  The  protestants  contended 
that  the  city  was  not  a  common  carrier,  but  merely  a  wharfinger 
.mil  warehouseman  competing  with  them  in  a  business  not  in- 
terstate commerce  under  the  law  regulating  carriers. 

Tracks  on  the  municipal  pier  are  leased  by  the  Belt  road 
which  conducts  all  the  transportation  on  the  property.  The 
trunk  lines  are  willing  to  absorb  the  belt  line's  charges  for 
work  on  those  piers  up  to  4  cents  per  100  pounds  for  services 
the  municipal  organization  proposes  to  furnish. 

The  real  question  at  issue  was  as  to  how  the  charges  should 
be  published.  The  trunk  lines  were  willing  to  have  them  pub- 
lished by  the  belt  railroad.  The  Seaboard  alone  raised  a  ques- 
tion as  to  whether  that  was  the  way  the  thing  should  be  done. 
It  now  appears  the  Seaboard  has  no  objection  to  the  belt  pub- 
lishing the  charges  and  providing  for  the  absorption  to  the 
limit  set  by  the  trunk  lines.  The  decision  of  the  Commission 
disposes  of  the  matter,  so  that  the  trunk  lines  or  the  belt  as 
their  agent  will  publish  the  charges  which  shippers  will  have 
to  pay,  if  any,  above  the  regular  rates,  for  the  use  of  the  mu- 
nicipal pier  and  the  warehouses. 


CRUDE  OIL  SCHEDULE  CONDEMNED 

In  formal  manner,  the  Commission  has  condemned  the 
•  dule  suspended  in  I.  and  S.  No.  1208,  Crude  Petroleum  Oil 
from  Kansas  and  Oklahoma  to  Lacy  Station,  Pa.,  and  ordered  its 
cancellation,  opinion  No.  6489,  59  1.  C.  C.  483.  The  opinion  was 
written  by  Commissioner  Meyer.  It  was  an  unusual  case,  in- 
volving as  it  did  the  pipe-line  rates  on  crude  oil  from  the  mid- 
continent  field  to  a  point  in  the  refining  section  of  Pennsylvania. 
The  Prairie  Pipe  Line  Company  proposed  to  cancel  the  joint 
rate,  leaving  no  rate  in  effect  at  all.  At  the  hearing,  the  reason 
given  for  the  cancellation  was  the  withdrawal  of  concurrence  in 
the  joint  rate,  of  the  National  Transit  Company.  At  the  hearing, 
counsel  for  the  Prairie  said  that  the  National  Transit  Company 
had  renewed  its  concurrence  and  that  all  the  respondents  were 
willing  to  continue  the  rate,  subject  to  the  blanket  increase  that 
had  been  made  therein  subsequent  to  the  filing  of  the  suspended 
schedule  proposing  cancellation.  The  report  of  Commissioner 
Meyer  said  the  cancellation  tariff  was  suspended  upon  the  pro- 
test of  a  "prospective"  shipper.  No  objection  to  the  proposed 
increase  was  made  by  the  protestant,  wherefore  the  Commission 
pro  forma  held,  that  the  proposed  cancellation  had  not  been  justi- 
tied  and  that  it  would  have  to  be  cancelled. 


MINNESOTA  FARES  AND  CHARGES 

Minnesota  passenger  fares  and  excess  baggage  charges  are 
to  be  brought  up  to  the  level  of  fares  and  charges  prescribed  in 
K\  Parte  No.  74,  on  or  before  February  1,  on  not  less  than  five 
days'  notice.  The  Commission  in  a  report  on  No.  1177C,  Minne- 
sota Fares  and  Charges,  opinion  No.  6496,  59  I.  C.  C.  502-7,  written 
by  Commissioner  Aitchison,  disposed  of  the  Minnesota  situation 
in  the  same  way  that  it  handled  the  New  York,  Illinois,  Wiscon- 

md  Arkansas  cases.  Mr.  Eastman  did  not  dissent.  The  Com- 
mission held  the  failure  of  Minnesota  to  permit  increases  on  pas- 
enger  fares  and  excess  baggage  charges  to  the  basis  in  Ex  Parte 
No.  74  constituted  an  unjust  discrimination  against  interstate 
commerce,  to  be  removed  by  increasing  the  rates  and  charges  in 
the  manner  and  amount  indicated. 

Commissioner  Aitchison  said  the  record  did  not  disclose  any 
substantial  difference  in  the  conditions  affecting  interstate  and 
intrastatr  passenger  travel.  He  said  the  Commission  found 
nothing  to  differentiate  it  from  the  New  York,  Illinois  and  Wis- 
consin cases. 


Minnesota  followed  the  federal  body's  decision  in  Ex  Parte 
No.  74  to  the  limit,  stopping  short  only  of  increases  In  the  stand- 
ard passenger  fares  because  the  statutue  of  Minnesota  estab- 
lishes two  cents  as  the  maximum.  The  three-cent  fares  are  held 
in  force  in  the  state  by  virtue  of  an  Injunction  Issued  by  the 
federal  court  forbidding  the  state  authorities  to  do  anything  to 
i  IK-  fare  level  put  into  effect  toy  the  President  during  federal  con- 
trol. Excess  baggage  charges  are  a  certain  percentage  of  the 
passenger  fares.  Therefore,  the  Minnesota  commission  held  that 
it  was  without  authority  to  allow  an  increase  In  them. 

Excursion,  commutation  and  other  forms  of  multiple  passen- 
ger fare  tickets  were  not  involved  in  the  case. 

Commissioner  Aitchison,  in  his  report,  showed  how  the  Inter- 
state passengers  would  be  placed  at  a  disadvantage  with  intra- 
state  passengers,  and  with  Interstate  passengers  who  might  be 
agile  enough  to  leave  the  trains  at  border  stations  and  buy  state 
fare  tickets,  in  much  the  same  way  that  the  discrimination  has 
been  illustrated  in  other  cases,  but  he  carried  the  illustrations 
farther,  indicating  that  the  discrimination  extends  to  such  ex- 
tremes that  passengers  occupying  parts  of  the  same  seat  would 
be  paying  different  amounts  for  the  same  service. 


EXPRESS  CONTRACT,  1920 

Ex  Parte  No.  76.    (59  I.  C.  C.,  518-532) 
Submitted  August  9,  1920.     Decided  December  7,  1920 

1'pon  petition  for  approval  of  a  proposed  contract  between  the  Ameri- 
can Railway  Express  Company  and  common  carriers  by  rail  over 
the  lines  of  which  it  conducts  or  may  conduct  transportation  by 
express.  Held:  That  the  relations  mid  arrangements  proposed,  in 
so  far  as  they  are  embraced  within  the  provisions  of  section  5. 
paragraph  (1)  of  the  interstate  commerce  act,  are  in  the  interest 
of  better  service  to  the  public  ami  will  not  unduly  restrain 
competition. 

By  the  Commission: 

Petitioners  in  this  proceeding  are  the  Association  of  Rail- 
way Executives,  which  comprises  in  ifs  membership  officials  of 
common  carriers  representing  almost  the  entire  mileage  of  class 
i  railroads  in  the  United  States  and  certain  mileage  of  other 
classes,  and  the  American  Railway  Express  Company,  herein- 
after referred  to  as  the  express  company,  a  common-carrier  cor- 
poration engaged  in  the  express  transportation  business.  The 
operations  of  the  express  company  are  of  national  scope  and  in- 
clude services  performed  for  some  time  preceding  and  during 
the  early  part  of  the  period  of  federal  control  of  systems  of 
transportation  by  seven  separate  express  companies,  including 
the  Adams,  American,  and  Southern  Express  companies,  and 
Wells  Fargo  &  Company,  which  were  consolidated  into  the 
present  corporation  on  June  22,  1918,  pursuant  to  articles  of 
agreement,  between  the  said  companies  and  the  Director  Gen- 
eral of  Railroads.  The  companies  named  operated  over  approxi- 
mately 92  per  cent  of  the  railroad  mileage  of  the  country  and 
conducted  more  than  90  per  cent  of  the  express  business  of  the 
United  States. 

We  are  asked  to  approve  and  authorize  a  proposed  standard 
contract,  to  be  entered  into  by  the  express  company  and 
the  several  rail  carriers  and  which  is  to  continue  in  force  for  a 
period  of  five  years,  with  provisions  for  termination  at  the  end 
of  a  period  of  two  and  one-half  years  and  for  extension  beyond 
the  term  of  five  years,  to  which  the  express  company  and  a  large 
majority  of  carriers  represented  by  the  petitioning  association 
have  given  their  assent.  On  July  28,  1920,  we  entered  upon  a 
hearing  under  section  5,  paragraph  (1),  of  the  interstate  com- 
merce act  concerning  the  property  and  lawfulness  of  the  pro- 
visions of  article  V  of  the  proposed  contract,  which  is  repro- 
duced as  an  appendix  hereto. 

Under  the  terms  of  a  contract  between  the  Director  General 
and  the  express  company  which  became  effective  on  July  1,  1918, 
to  "continue  during  the  full  period  of  federal  control"  as  that 
period  was  defined  by  the  federal  control  act,  approved  March 
21,  1918,  the  express  company  was  employed  by  the  Director 
General  as  the  "sole  agent  of  the  Government  under  the 
supervision  of  the  Director  General  of  Railroads  to  con- 
duct the  express  transportation  business  upon  all  lines 
of  railroad  under  federal  control  and  upon  such  other  sys- 
tems of  transportation  or  parts  thereof  as  In  the  judg- 
ment of  the  Director  General  it  may  be  necessary  or  desir- 
able to  include."  Upon  the  termination  of  federal  control  the 
terms  of  the  contract,  with  such  modifications  as  were  required 
to  meet  the  changed  conditions,  were  in  the  main  and  with  few- 
exceptions  continued  In  force  pending  the  establishment  of  per- 
manent contractual  arrangements,  It  being  agreed  that  the  ar- 
rangements thus  made  would  terminate  on  September  1,  1920,  or 
at  such  other  time  as  might  be  mutually  agreed  upon. 

Under  the  terms  of  the  transportation  act,  1920,  the  express 
company  was  guaranteed  against  a  deficit  in  operating  income 
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during  the  period  of  six  months  beginning  on  March  1,  1920.  The 
form  of  standard  contract  here  proposed  is  intended  to  define  the 
relations  of  the  parties  after  expiration  of  that  period,  and  its 
consummation  is  contingent  upon  a  continued  consolidatioo  of 
the  express  companies  referred  to,  which  was  approved  by  us  on 
December  7,  1920,  in  Consolidation  of  Express  Cos.,  59  I.  C.  C., 
459,  as  well  as  upon  our  authorization  under  section  5,  para- 
graph (1).  of  the  interstate  commerce  act,  of  the  grouping  or 
pooling  arrangements  detailed  in  article  V  of  the  proposed 
agreement.  It  should  be  here  noted  that  the  intent  of  Congress 
that  our  power  and  authority  to  approve  and  authorize  the  con- 
solidation of  two  or  more  carriers  shall  extend  and  apply  to 
the  consolidation  of  the  express  companies  into  the  American 
Railway  Express  Company  is  definitely  expressed  by  the  lan- 
guage of  paragraph  (7),  section  5,  of  the  interstate  commerce 
act  The  statute  further  directs  that  "pending  the  decision  of 
the  Commission  such  consolidation  shall  not  be  dissolved." 

The  purpose  of  article  V  of  the  proposed  contract  is  to  di- 
vide into  groups  the  carriers  over  whose  property  the  express 
business  is  to  be  conducted,  and  to  deal  with  express  transpor- 
tation revenues  and  expenses  by  groups  of  carriers  rather  than 
by  individual  settlements  ab  initio.  Railroads  and  other  carriers 
over  the  lines  of  which  the  express  company  will  conduct  its 
operations  are  to  be  divided  into  three  groups,  denominated  east- 
ern group,  southern  group,  and  western  group,  respectively,  "ex- 
cept as  any  line  or  lines  may  hereafter  be  assigned  to  a  different 
group  by  the  Interstate  Commerce  Commission  in  its  grouping 
for  rate-making  purposes."  In  Increased  Rates,  1920,  58  I.  C.  C., 
220,  decided  since  the  filing  of  the  petition  herein,  we  designated 
and  defined  for  the  purpose  set  forth  in  section  15a  of  the  inter- 
state commerce  act  four  groups,  referred  to  as  eastern,  south- 
ern, western,  and  Mountain-Pacific  groups.  Under  the  proposed 
standard  contract  the  grouping  so  designated  will  be  observed. 

The  plan  of  dealing  with  express  transportation  revenues 
and  expenses  is  summarized  by  petitioners  as  follows: 

Vfter  making  the  deduction  for  expenses  by  groups  as  particularlv 
In   the  proposal,   the   balance  remaining  is  to   be  distributed 
follows:  Two  and  one-half  per  cent  thereof  to  the   express  corn- 
any    and  the  remainder  among  the  railroads  in  the  group  executing 
i  form  of  contract  in  the  proportion  that  the  gross  express  trans- 
portation for  the  month  earned  on  the  line  of  each  such  railroad  bears 
the  gross  express  transportation   revenue   earned  on   the  lines   of 
such  railroads  in  that  group  for  that  month,  with  further  provision 
the  division  between  the  parties  in  Interest  of  so  much  of  the 
above-mentioned  two  and  one-half  per  cent  as  exceeds  a  given  per- 
itage  of  the  value  of  the  entire  real  property  and  equipment  and 
her  capital  of  the  express  company  employed  in  express  business 
with  certain  exceptions. 

Article  V  of  the  proposed  contract  provides  that  for  each 

year  in  which  it  is  in  force  during  which  the  amounts  set  aside 

for  the  express  company  at  2%  per  cent  of  the  "income  for 

division"  in  the  several  groups  shall  exceed  6  per  cent  of  the 

average  value  of  the  entire  real  property  and  equipment  and 

ither  capital  of  the  express  company  employed  in  the  express 

siness,  with  specified  exceptions,  such  excess  or  profit  shall  be 

ed,  one  half  to  the  express  company  and  one  half  to  the 

•  carriers,  and  that  the  one-half  proportion  of  the  profit  thus 

crulng  to  the  express  company  shall  be  accumulated   by  it 

1  a  sum  equal  to  10  per  cent  of  the  value  of  the  entire  real 

iroperty  and  equipment  and  other  capital  of  the  express  com- 

my  then  employed  in  the  express  transportation  business  and 

ncreases  thereof,  with  specified  exceptions,  shall  have  been 

ed   after  which  any  such  profit  shall  be  divided  in  the  ratio 

i  to  the  express  company  and  three-fourths  to  the 

other  carriers. 

Counsel  for  petitioners  submit  that  inasmuch  as  the  article 

d  to  proposes  to  deal  with  a  substantial  portion  of  the 

•  of  the  railroads,  as  to  which  certain  responsibilities 

i      .,h    8re  imp08ed  "P°n  us-  and  that  as  the  proposal  is  to 

Ith  express  transportation  revenues  and  expenses,'  not  by 

,  ind  vidual  carriers  but  by  groups  of  railroads,  ap 

)f  the  proposed  arrangement  is  prerequisite  to  the 

rful  execution  thereof,  especially  by  reason  of  the  provisions 

of  paragraph  (1).  section  5,  of  the  interstate  commerce  act  * 

£ 


approval  is  an  essential  prerequisite.  Counsel  for  the  railroad 
petitioners  is  of  the  opinion  that  it  does;  counsel  for  the  express 
company  takes  the  opposite  view.  We  concur  in  the  view  that 
the  plan  proposed  is  a  pooling  arrangement,  prescribing  the 
division  of  "net  proceeds  of  the  earnings  of  such  railroads"- 
otherwise  than  according  to  individual  performance.  The  act 
in  terms  relates  to  such  arrangements  between  "competing  rail- 
roads," and  an  ascertainment  that  the  arrangement  "will  not  un- 
duly restrain  competition"  is  one  of  the  necessary  elements  of 
an  approval  by  us.  While  primarily  the  provision  plainly  has  in 
contemplation  independently  operated  railroad  lines  competing 
with  each  other  in  rates  and  services  pertaining  to  freight  traf- 
fic, the  language  is  broad  enough  to  include  all  operations  pro- 
ductive of  railroad  revenues.  The  lawfulness  of  unified  express 
operations  over  all  railroad  lines  by  one  express  company  is  es- 
tablished by  other  provisions  of  the  act,  and  the  applicability  of 
the  pooling  provision  of  section  5  rests  finally  upon  the  question 
whether  in  the  situation  there  is  or  could  be  as  between  the 
railroad  lines  a  competition  which  article  V  of  the  contract 
might  unduly  restrain.  While  counsel  for  those  lines  contends 
that  there  might  be  competition  in  point  of  service,  it  is  not 
entirely  clear  that  there  could  be  competition  of  any  character. 
The  only  rates  and  services  here  considered  are  those  of  one 
carrier,  the  express  company;  the  statutory  right  of  a  shipper 
to  designate  the  routing  of  his  traffic  and  the  correlative  duty  of 
a  carrier  to  observe  his  instructions  come  into  play  only  where 
"two  or  more  through  routes  and  through  rates  shall  have  been 
established"  and  there  is  "a  connecting  line"  to  which  the  initial 
carrier  can  make  delivery  pursuant  to  the  instructions. 

Because  of  these  questions,  as  to  which  there  is  room  for 
doubt,  and  because  of  our  views  of  the  merits,  we  shall  for  pres- 
ent purposes  proceed  upon  the  assumption  that  article  V  of  the 
contract  is  within  the  provision  of  section  5  of  the  act. 

While  theoretical  considerations  support  the  view  that  the 
consolidation  of  carrier  corporations  will  effectively  remove  the 
element  of  competition,  those  considerations  are  of  slight  value 
in  the  instant  proceeding.  For  a  considerable  period  of  time 
prior  to  the  incorporation  of  the  American  Railway  Express 
Company  the  separate  companies  of  which  it  is  composed  con- 
ducted, as  has  been  said,  more  than  90  per  cent  of  the  express 
transportation  business  of  the  United  States.  Their  operations 
were  effectually  blanketed  over  the  entire  country  and  embraced 
the  rural  districts  as  well  as  the  large  industrial  points  Their 
services  and  rates  were,  for  all  practical  purposes,  welded  into 
those  of  a  single  company  under  In  Re  Express  Rates  Practices 
Accounts,  and  Revenues,  24  I.  C.  C.,  380.  The  companies  were 
separate  legal  entities,  but  they  were  so  intertwined  and  inter- 
locked by  stock  ownership  and  otherwise  that  it  was  difficult  to 

e  any  one  of  the  larger  companies  as  either  wholly  inde- 
pendent in  its  management  or  in  its  relationship  to  individual 
railroads  or  systems.  While,  under  the  combination  of  cir- 
cumstances recited,  competition  between  the  separate  com- 
panies was  reduced  to  a  minimum,  an  element  of  potential  com- 

tion  of  no  slight  importance  was  and  must  always  be  a  fac- 

m  the  plan  under  which  the  express  business  is  conducted 
in  tnis  country. 

We  find  that  the  proposed  grouping  and  the  division  of  earn- 
£«  h  -6  mann.er  ou«med  will  facilitate  the  conduct  of  the  ex- 

toTrf8  °f  £*  C<TtlT>  WlU  be  in  the  interest  °f  better 
t  IH  ^  publ'c'.wi11  Promote  economy  in  operation,  and 
will  fU  ^restram  comPetition.  Adoption  of  the  plan  pro- 
-rrpH  V'  furthermore-  ameliorate  the  objectionable  conditions 
referred  to  m  Increase  in  Express  Rates,  51  I.  C.  C.,  263,  268, 
under  which  needed  revenues  of  the  express  company  may  be 
fn  in  1  H°n  yvb3:  th?  establishment  of  rates  sufficiently  increased 
fL  h'npde  substtn«al  Payments  of  the  revenues  thus  derived  to 
or  nn?  r^J  «*"*  ^  express  buslness  is  conducted,  whether 
or  not  reasonably  required  by  those  lines. 

nder  the  provisions  of  section  5,  paragraph  (1)  of  the  In- 
s?orn  nfepCa°TerCe  aCt  aPr°Val  and  authorization  of  such  AM- 
volved  n?MS  Hare  c°J?di«°ned  «P°n  assent  by  the  carriers  In- 
»fl  raVri?™  t?  <  ^S'  therefore-  ******  only  to  contracts  with 
rail  carriers  that  have  assented  or  may  hereafter  assent  to  tho 

brace0deinaartiTeve?t;>1an<1  "  "  »m«ed%o  the  generKlan  em 
wittrn  tL  ±^7  °f  ^6  pr°posed  contract  in  so  far  as  it  comes 
ithm  the  provisions  of  section  5,  paragraph  (1),  of  the  act 

the  SJ2R!S,£  tbe.™QUeSted  approval  of  the  provisions  of 
osed  contract,  it  does  not  rest  with  us  to  give  or  with- 

af"rther  th?  as  above  under  section  5  o*  the  act. 
int«  and  controversies  should  arise  be- 


s-vsars  sr  s-ssw 

Eastman,  Commissioner,  dissenting: 

the  Delusion  that  article  V  of 
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UT  service  to  the  public,  or  economy  of  operation,"  or  that  It  is 
•otherwise  in  the  public  interest. 

The  history  of  the  contract  has  significance.  It  appears  that 
.following  the  end  of  federal  control  on  March  1,  1920,  no  steps 
were  taken  to  determine  what  the  contractual  relations  of  the 
express  company  and  the  railroads  should  be  after  September 
1,  1920,  until  the  latter  part  of  May,  when  the  president  of  the 
express  company  discussed  the  matter  informally  with  various 
railroad  executives.  Such  discussion  continued  in  June,  and  on 
July  1,  the  president  of  the  express  company  formally  submitted 
-a  tentative  draft  of  a  contract  at  a  meeting  of  the  Association 
of  Railway  Executives.  The  association  thereupon  appointed  a 
committee  to  conduct  negotiations,  and  at  another  meeting  on 
July  16,  at  which  apparently  116  out  of  180  member  roads  were 
represented,  96  voted  in  favor  of  acceptance  of  the  form  of  con- 
tract finally  determined  upon  through  such  negotiations,  14 
voted  against,  and  6  reserved  their  votes.  Those  who  voted  to 
accept,  however,  did  so  upon  the  express  condition  that  our  ap- 
proval should  be  secured.  This,  resulted  in  the  petition  of  July 
23,  and  our  hearing  of  August  6. 

In  presenting  the  matter  at  this  hearing,  the  railroad  repre- 
sentatives disclaimed  satisfaction  with  the  contract.  They  de- 
fended it  as  the  best  that  could  be  done  in  the  emergency  by 
•which  they  were  confronted,  and  as  necessary  to  prevent  "chaos 
and  confusion"  and  to  insure  "continued  and  efficient  service  to 
the  public  on  the  first  of  September  and  thereafter."  A  member 
of  the  committee  testified  that  the  express  company  was  the 
"only  one  existing  operating  organization  in  the  United  States" 
for  the  conduct  of  the  express  business;  that  the  four  original 
•companies  were  unwilling  to  go  back  into  the  business;  that  the 
time  was  too  short  for  the  creation  of  new  organizations;  and 
that  the  express  company  insisted  upon  something  better  than  a 
"mere  guaranty  against  loss."  Continuing,  he  said: 

So,   faced  with  a  situation  in  which  there  was  no  contractor  of- 
fering except  this  one,  and  faced,  as  we  conceived  it,  with  the  neces- 
for  insuring  to  that  company  an  adequate  return,  this  contract 
was   i-oncluded. 

Again,  he  testified: 

*  *  *  we  felt  that  the  interests  of  the  public  and  the  inter- 
ests of  the  individual  railroads  were  as  well  protected  as  they  could 
be,  for  a  period  of  two  years  and  a  half,  during  which  time  we  are 
going  to  learn  a  great  deal  about  the  operation  of  this  contract,  its 
effect  upon  individual  railroads,  its  effect  upon  the  express  business 
in  its  entirety,  its  desirability;  and  with  the  knowledge,  and  with  time 
to  create  other  agencies  if  they  prove  to  be  necessary  or  desirable, 
we  conceived  unanimously  that  this  was  the  best  arrangement  which 
could  be  made. 

The  situation  is  thus  pictured  as  one  in  which  a  company 
having  a  monopoly  of  the  means  of  conducting  the  express  busi- 
ness in  this  country,  and  with  a  contract  expiring  on  September 
1,  1920,  insisted  upon  certain  terms  if  it  was  to  continue  to  do 
business  after  that  date,  and  we  are  asked  to  approve  the  con- 
tract, so  negotiated,  to  prevent  a  breakdown  in  this  branch  of 
transportation.  Quoting  the  words  of  counsel  for  the  railroads: 

Picture  what  will  happen  to  these  railroads  now  on  trial  if  in 
the  months  of  September  and  October  they  are  unable  to  do  the  ex- 
press business  and  there  is  a  breakdown  in  that  branch  of  trans- 
portation. 

Passing  to  the  merits  of  the  contract:  It  is  desirable  to 
note  its  term.  The  period  is  five  years.  It  may  be  terminated 
by  any  railroad  at  the  end  of  .two  and  one-half  years,  but  only 
upon  condition  (see  article  XX)  of  purchase  from  the  express 
company,  at  cost  less  depreciation,  of  "such  of  the  express  com- 
pany's property  as  it  may  not  need  by  reason  of  ceasing  to 
operate  such  mileage,  but  not  in  excess  of  the  amount  usually 
employed  in  the  express  business  of  the  rail  company."  It  is 
probable  that  most  of  the  rail  carriers  could  not  exercise  this 
option  without  concerted  action  and  the  creation  of  new  means 
of  carrying  on  the  express  business. 

It  is  article  V,  however,  which  is  now  in  issue.  This  deter- 
mines the  "amount  to  be  paid  to  the  rail  company  by  the  ex- 
press company  as  compensation  for  the  privileges  covered  by 
this  contract."  The  old  form  of  contract  in  which  the  compensa- 
tion of  the  railroad  was  determined  upon  a  percentage  basis  has 
frequently  been  condemned.  The  substance  of  such  criticisms 
may  be  indicated  by  the  following  passage  from  our  recommen- 
dations to  the  Director  General  of  Railroads  under  date  of  Octo- 
ber 22,  1918,  in  Increases  in  Express  Rates,  51  I.  C.  C.,  263: 

No  question  of  needed  additional  revenue  for  the  railroads  has 
been  presented  or  suggested  here.  It  seems  appropriate  to  point  out 
that  for  the  purpose  of  securing  some  twelve  million  dollars  of  needed 
additional  revenue  for  the  express  company  the  proposed  increased 
express  rates  will  yield  an  additional  total  revenue  of  some  twenty- 
four  million  dollars.  Increasing  the  rates  by  one-half  of  the  extent 
proposed  would,  if  the  entire  revenue  from  the  increase  accrued  to 
the  express  company,  secure  the  additional  revenue  which  It  needs. 
Contracts  between  express  companies  and  railroads  have  lone  pro- 
vided, as  does  the  one  between  the  express  company  and  the  Director 
General,  that  the  compensation  of  the  railroad  shall  be  a  certain  per- 
centage of  the  gross  revenue  of  the  express  company.  It  results  from 
this  that  it  is  impossible  to  reduce  the  rates  of  the  express  company 
without  taking  money  from  the  railroad  company  and  Impossible  to 
increase  the  rates  of  the  express  company  without  giving  additional 
revenue  to  the  railroad  company.  This  basis  of  compensation  is  cer- 
tainly not  scientific,  and  under  It  the  express  company  does  not  pay 
the  railroad  company  for  the  service  which  the  railroad  performs 


upon  any  demonstrable  appropriate  bails.  The  railroad!  have  been 
and  arc  compensated  by  the  United  States  Government  for  trans- 
porting the  mails  on  the  basis  of  the  weight  carried  or  of  the  space 
occupied  In  the  cars  or  trains.  A  similar  basis  of  charges  by  the 
railroad  company  to  the  express  company  would,  we  think,  be  prefer- 
able to  the  basis  now  and  heretofore  employed,  and  would  obviate  the 
embarrassments  and  Inequities  to  which  we  have  referred  as  growing 
out  of  the  past  and  present  basis  of  contract.  The  question  of  a  dif- 
ferent basis  of  compensation  from  the  express  company  to  the  rail- 
roads IB  well  worthy  of  study. 

The  pending  contract  in  no  ways  follows  the  suggestions 
then  made.  Analyzing  briefly  the  provisions  of  article  V,  it  ap- 
pears— 

1.  That  article  V  is  primarily  a  means  whereby  the  rail- 
roads guarantee  the  express  company  against  loss  rather  than  a 
means  of  insuring  fair  compensation  to  the  railroads  for  the 
privileges  and  services  which  they  furnish  to  the  express  com- 
pany. The  expenses  and  fixed  charges  of  the  express  company, 
including  interest  up  to  8  per  cent,  are  made  a  first  charge 
against  the  express  revenues  before  a  cent  is  paid  to  the  rail- 
roads.   This  amounts  to  a  guaranty  at  the  expense  of  the  rail- 
roads, for  it  is  practically  certain  that  receipts  will  be  at  least 
large   enough  to  cover  these  costs   and   charges.     Stating  the 
matter  in  another  way,  payment  to  the  railroads  for  actual  out- 
of-pocket  costs  in  rendering  service  for  the  express  company  is 
put  upon  the  same  plane  as  profit  to  the  express  company.    The 
risk  of  the  business  is  fastened  upon  the  rail  lines,  and  they  be- 
come, in  effect,  the  financial  backers  of  the  express  company. 

2.  That  it  is  wholly  uncertain  whether  article  V  will  yield 
fair  compensation  to  the  railroads.    This  is  a.  necessary  conclu- 
sion from  what  has  already  been  said.    The  amount  of  payment 
is  dependent  upon  variable  and  uncertain  factors.     Experience 
since  September  1,  1920,  indicates  that  the  express  revenue  of 
the  railroads  under  this  contract  will  be  many  millions  less  than 
it  was  under  the  former  arrangements,  unless  express  rates  are 
further  increased.     But  even  if  the  payments  to  the  railroads 
could  be  accurately  forecast,  their  relation  to  fair  compensation 
would  still  be  a  matter  of  conjecture.    The  record  is  barren  of 
evidence  as  to  the  cost  to  the  railroads  of  performing  the  serv- 
ice, or  of  any  other  evidence  which  would  enable  us  to  gauge 
fair  compensation.    That  this  is  not  impossible  of  determination 
is  indicated  by  the  fact  that  the  express  company  agrees,  under 
article  XIX,  to  endeavor  to  secure  rates  which  will  be  sufficient 
to  produce  "fair  compensation"  for  the  services  of  the  rail  car- 
riers in  the  express  business. 

3.  That  article  V  establishes   a  relationship  between  the 
compensation  paid  to  the  railroads  and  the  profit  received  by 
the  express  company  without  any  evidence  that  such  relation- 
ship is  fair  and  reasonable.  Using  the  value  of  $34,642,109  agreed 
upon,  as  of  July  1,  1918,  if  the  express  company  under  the  new 
contract  should  receive  6  per  cent  upon  this  amount,  the  rail- 
roads would  receive  $81,062,526.     In  1919  their  percentage  share 
under  the  contract   between  the   Director  General   and   the  ex- 
press company  was  $143,429,820.    If  we  should  find,  upon  investi- 
gation,  that   the   railroads   ought  fairly  to  receive   about   this 
amount  per  year  for  the  future  and  should  increase  express 
rates   accordingly,   the   express   company   would   receive   about 
8.2  per  cent  upon  the  value  figures  until  its  10  per  cent  reserve 
fund  was  accumulated,  and  about  7.1  per  cent  thereafter.    And 
if  we  should  find,  by  any  chance,  in  view  of  advancing  wages 
and  prices,  that  the  railroads  were  entitled  to  somewhere  In  the 
neighborhood  of  $200,000,000  per  year,  to  produce  this  amount  it 
would  be  necessary  that  the  express  company  should  receive 
over  10  per  cent  upon  value  until  its  reserve  fund  was  accumu- 
lated, and  over  8  per  cent  thereafter.    These  computations  make 
no  allowance  for  the  net  earnings  from  custom  brokerage  fees, 
c.o.d.  charges,  interest,  etc.,  which  under  the  contract  accrue  to 
the  express  company  without  division.    Under  present  informa- 
tion, the  probable  amount  of  these  net  earnings  can  not  be  de- 
termined, but  they  are  very  substantial.    In  1919  the  income  of 
the   express   company   from   interest   alone   amounted   to   over 
$600,000. 

In  other  words,  in  the  absence  of  any  evidence  as  to  what 
fair  compensation  to  the  railroads  may  be,  for  all  we  know  this 
contract  may  result  in  a  grant  of  exorbitant  profits  to  the  ex- 
press company  if  fair  compensation  is  to  be  paid  to  the  rail- 
roads, or  it  may  result  in  exorbitant  profits  to  the  railroads  if 
fair  compensation  is  to  be  received  by  the  express  company. 
The  record  offers  no  means  of  determining  with  certainty  which 
of  these  alternatives  we  may  face,  but  it  is  more  than  a  fair  in- 
ference that  the  express  company  will  be  the  fortunate  party. 

I  am,  therefore,  unable  to  find  basis  for  the  conclusion  that 
article  V  will  result  in  better  service  to  the  public  or  economy 
of  operation  on  the  part  of  either  the  railroads  or  the  express 
company,  or  that  it  is  in  the  public  interest.  It  is,  I  think,  no 
proper  function  of  the  railroads  to  assume  the  risk  of  express 
business  conducted  by  an  independent  common  carrier  and  to 
become,  in  effect,  the  financial  backers  of  that  carrier.  I  find 
nothing  in  the  transportation  act,  1920,  or  in  any  other  act, 
which  suggests  that  Congress  intended  that  the  patrons  of  the 
railroads  should  be  subjected  to  such  a  burden,  or  that  the  ex- 
press company  should  thus  be  given  a  financial  status  superior 
to  that  which  will  result  to  railroad  companies  under  the  terms 
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of  the  transportation  act  Nor  do  I  believe  that  such  an  ar- 
arrangement  will  conduce  to  good  management  of  the  affairs  of 
the  express  company. 

The  contract  has,  it  seems  to  me,  been  based  upon  a  wrong 
theory.  Its  central  purpose  seems  to  have  been  to  enhance  the 
value  of  the  express  company's  securities  and  safeguard  its 
financial  operations.  No  good  reason  appears  why  the  contract 
should  do  more  than  define  the  privileges  and  services  which 
the  railroads  are  to  furnish  to  the  express  company  and  fix  rea- 
sonable compensation  therefor.  If  no  more  than  this  were  done, 
the  express  company  would  have  full  opportunity  to  initiate 
such  rates,  under  governmental  supervision  as  might  be  neces- 
sary to  enable  it  to  earn  a  fair  profit.  As  a  common  carrier  it  has 
the  protection  of  existing  laws  and  the  constitution,  and  any  at- 
tempt to  secure  some  further  safeguard  at  the  possible  expense 
of  the  patrons  of  the  rail  lines  is  contrary,  I  think,  to  sound 
public  policy. 

Instead  of  approving  this  contract,  to  which  many  of  the 
railroads  are,  I  believe,  reluctant  parties,  it  would  be  far  pre- 
ferable that  the  express  company  and  the  railroads  should  be 
advised  to  proceed  at  once  to  do  what  should  have  been  done 
before,  and  that  is  to  work  out  a  logical  method  for  determining 
the  compensation  which  should  fairly  be  paid  to  the  rail  lines 
for  their  services  in  connection  with  the  express  business.  A 
means  of  doing  this  was  suggested  in  our  report  to  the  Director 
General  in  1918,  and  doubtless  other  methods  may  be  feasible. 
This  done,  contractual  relations  could  be  adjusted  accordingly. 
In  the  meantime,  there  would  be  no  need  for  "chaos  and  con- 
fusion;" I  am  confident  that  the  express  business  of  the  coun- 
try could  and  would  be  carried  on  without  interruption.  Serious 
results  were  predicted  if  the  contract  was  not  approved  before 
the  first  of  September,  but  none  have  occurred.  Pending  the 
determination  of  permanent  contractual  relations,  a  temporary 
arrangement  could  be  made  such  as  existed  during  the  first  six 
months  after  the  termination  of  federal  control  or,  better  still, 
compensation  to  the  railroads  could  be  limited  to  monthly 
amounts  equal  to  those  which  accrued  in  the  corresponding 
months  of  last  year  under  the  contract  with  the  Director 
General. 

I  am  authorized  to  say  that  Commissioners  Aitchison  and 
Woolley  concur  in  this  dissent. 

McChord,  Commissioner: 

Reserving  my  dissenting  views  set  forth  in   Consolidation 
Express  Cos.,  59  I.  C.  C.,  459,  469,  that  the  railroad  carriers 
iculd   conduct  the  express   business   themselves,   I   concur  in 
Commissioner  Eastman's  dissent  in  this  case. 

APPENDIX 
ARTICLE  V. 

•n  J  «  ^.T™^1  to.,1)e  p.aid  \?  the  Rait  Company  by  the  Express  Com- 
oonu»n»at>on  for  the  privileges  covered  by  this  contract  (in 

in  the  followin^Un^r?18  hel"e'n  Pr°Vided  f°r)   sha"  be  determinW 
Vtr^i  n    The  Rallr™"'*  and  other  carriers  on  the  lines  of  which  the 

»^?nff^°nduct^operatiol?,s  sha"  be  divided  'nto  the  groups 
wn   except  as  any  line  or  lines  may  hereafter  be  as- 
>  erSiifrfne^r  t,Rroup.ny  the  Interstate  Commerce  Commission 
Jing  for  rate  making  purposes: 

t^1l^l.Gr?ll,puTIncludin?  generally  the  carriers  operating  in 
^L°H    Vihl^KO  an«f  Cairo  and  north  of  the  Ohio  Ind 
'  °th  rca«rifrs  mentioned  in  Exhibit  A  hereto, 


In  the>tPSto!^rr,£roVP;rln£1,ud!n3  generally  the  carriers  operating 


l  used  Jointly. 


(e)  Car  mileage  or  per  diem   earned  upon   cars   owned   or  con- 
trolled by  the  Express  Company. 

(f)  Net  income  from  miscellaneous  physical  property. 

Note. — There  shall  not  be  included  any  items  of  revenue  accruing 
to  the  Express  Company  from  operations  other  than  transportation, 
such  as  Customs  Brokerage  Fees,  C.  O.  D.  charges,  Money  Orders 
and  other  financial  revenue,  interest,  etc. 

From  the  total  of  items  (a)  to  (f),  inclusive,  shall  be  deducted 
the  following  items  of  expense  for  the  group: 

(gj  All  operating  expenses  of  the  Express  Company  as  defined 
by  the  Interstate  Commerce  Commission  in  its  Uniform  System  of 
Accounts  for  Express  Companies,  including  depreciation  and  the  sev- 
eral payments,  expanses,  and  indemnities  undertaken  by  the  Express 
Company  referred  to  in  Articles  IV,  VII,  VIII,  IX,  XI,  and  XVII,  less 
amounts  attributable  to  operations  other  than  transportation,  the  rev- 
enues from  which  are  not  included  in  the  income  set  forth  in  this 
section. 

The  depreciation  mentioned  above  shall  be  at  the  rates  now  used 
by  the  Express  Company  or  as  may  be  modified  by  agreement  here- 
after or  fixed  by  the  Interstate  Commerce  Commission. 

(h)  Compensation  to  carriers  operated  by  the  Express  Company, 
but  not  parties  to  this  form  of  contract,  as  provided  for  in  Section 
4  of  Article  II. 

(i)     Uncollectible  revenue  from  transportation. 

(j)  Express  taxes,  less  any  attributable  to  operations  other  than 
transportation. 

(k)     Rent  for  real  property  and  equipment  used  jointly. 

(1)  Rents  paid  for  rolling  stock  equipment,  not  otherwise  pro- 
vided for  herein. 

(m)  Interest  and  discount  on  funds  borrowed  and  expended  for 
additional  property  and  equipment  necessary  for  use  in  the  express 
business  not  exceeding  8%  per  annum,  but  this  borrowed  money  as 
long  as  it  remains  unpaid  shall  not  be  considered  as  a  part  of  the 
average  value  of  the  entire  real  property  and  equipment  and  other 
capital  employed  in  the  express  business.  No  interest  or  discount 
shall  be  included  under  this  clause  until  the  equivalent  of  the  de- 
preciation reserves  shall  have  been  expended  for  real  property  or 
equipment. 

Note. — The  basis  for  the  apportionment  among  the  groups  af- 
fected, of  operating  expenses  and  other  charges,  which  are  common 
to  more  than  one  group  will  be  outlined  later. 

The  balance  remaining  after  this  deduction  shall  be  designated  as 
"Income  for  Division"  and  from  it  shall  first  be  set  aside  for  the  Ex- 
press Company  an  amount  equaling  21/.  per  centum  thereof.  The  re- 
maining balance  shall  be  designated  as  "Net  Income  for  Division"  and 
shall  be  distributed  among  the  railroads  in  the  group  executing-  this 
form  of  contract,  including  the  Rail  Company  party  to  this  contract 
in  the  proportion  that  the  gross  express  transportation  revenue  for  the 
month  earned  on  the  line  of  each  such  railroad  bears  to  the  gross 
express  transportation  revenue  earned  on  the  lines  of  all  such  rail- 
roads in  that  group  for  that  month. 

Effective  from  and  after  January  1,  1921.  where  a  majority  of  the 
mileage  in  any  group  shall  decide  upon  an  allocation  of  expenses 
among  the  several  lines  in  the  group  and  not  upon  a  group  basis  of 
expenses  divided  by  the  revenue  of  each  line  as  herein  provided  then 
and  m  that  event,  the  Express  Company  shall  so  allocate  the  ex- 
penses to  the  individual  line,  charging  to  the  same  all  direct  ex- 
pense and  its  proper  proportion  of  joint  expense.  The  operating 
expense  of  the  individual  line,  so  arrived  at.  shall  be  deducted  from 
its  revenues  in  arriving  at  "Income  for  Division"  instead  of  as  other- 
wise provided  for  herein.  From  "Income  for  Division"  thus  arrived 
at  for  each  line  shall  be  set  aside  for  the  Express  Company  a  sum 
equaling  2y2  per  centum  thereof,  leaving  the  remainder  to  be  paid  to 
the  Rail  Company. 


If  any  differences  arise  as  to  the  proper  proportion  of  joint  ex- 
"f^jL?*"  bLfl"PP£?_d  Pf  as  P'-ovided  for  in  Section  XVIII  hereof. 


be 


Sec.  4.  As  a  further  consideration,  the  Express  Company  agrees 
sum  ofrth2C^,yeartm  ^h'ch  this  contract  is  in  force  during  which  the 
le  amounts  set  aside  for  it  at  2%  per  centum  of  the  "Income 
thP  ?™™™  'I  the  fse™ral  f?'ouPs  shall  exceed  six  per  centum  of 
nth  ayera-?e  value  of  the  entire  real  property  and  equipment  and 
n~r ,£?£*?  l,,0'^6.!^"  Company  em.P'oyed  in  the  express  busi- 


iu     T-,  p  '   8Ila"   De   divided   in   the   following  manner-   One-half 

la  rhf,  ?nrPmeSf  Compan7  and  the  other  half  to  the  railroads  .parties 
iL f£?n  •  '  aPP°rtioned  among  the  several  railroad  com- 
nortion  of  one  hIifWm^umanner,T?rst  credlt  to  each  group. that  pro- 
for  nivUlnn"  f haltf,  of  the  "profit."  which  its  contribution  of  "Income 
all  erm,n« ?  «na  fh the  contract  year  bears  to  the  total  contribution  of 
tliis  form  of  rnntr»^d'-Strt^Ute  *mon?  the  »nes  in  a  group,  parties  to 
±?toft°£m  SL1^."1™^'  '1.the.  Proportion  that  the  gross  express  trans- 


express  trans- 
e  of  each 
revenue 


—    --Press   transportation    business    and    anv    in- 

portation  revenue  earned 
group. 

ment  and  other  canital  ^ioS.\ntiS5  the  ?ntire  real  property  and  equip- 
534,642,109.64.  as  flx^d  bv  the  TO°Z?t  Pe  ^rred  \°  was  on  Julv  lst-  191S- 
sum  shall  be  added ^  AdditinL  ^H  Sr»?eneral  of  Railroads.  To  such 
gate  shall  be  deducted  deprecla&on  and  ""l"**  a"d  fr°m  the  aggre~ 

SntheanPdUI^ftaif  a^hf'datf  thfs YC±?  orVrhepropeSrtyeandaeq«ip! 
Express  Company  shall  mnnthi,,  i?  contract  becomes  effective.  The 
of  changes  therein.  y  thereafter  advise  the  Rail  Company 

ss  Company 
to  the  Rail 


January  1,  1921 
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tion  of  the  "Net  Income  for  Division."  under  Section  3  of  this  Ar- 
ticle, and  shall  pay  to  tin  Kail  Company  on  or  before  the  last  day  of 
•  ,<  h  in. mill  <hi  amount  so  estimated  to  be  duo  as  a  result  of  opera- 
tions of  the  previous  month.  The  actual  amount  due  for  each  such 
iiuiiiili  .-.hall  be  ascertained  by  the  Express  Company  as  early  as  may 
be,  and  paxm.  m  ,.i  am  Balance  remaining  due  thereon  shall  be 
made  to  the  Hull  Company  within  120  days  after  the  close  of  such 
month.  If  the  actual  annum!  iluo  the  Hall  Company  for  the  business 
ui  sin-u  month  shall  be  less  than  the  amount  already  paid  by  the  Kx- 
!>[-•>•  i'ompaiiy  unclrr  thr  provisions  of  this  paragraph,  the  Express 
i  I'lnnany  shall  have  the  right  to  deduct  the  amount  of  such  overpay- 
mi-iit  rriim  tin-  ni'xt  or  anj  succeeding  payment  due  to  the  Rail  Com- 
pany hcreunder. 

Tin'  proportion  of  profit  assignable  to  the  railroad  companies  exe- 
cuting this  form  of  contract,  under  the  provisions  of  Section  4  of  this 
Article,  which  is  payable  to  the  Rail  Company,  shall  be  ascertained 
by  the  Kxpress  Company  and  paid  over  to  the  Rail  Company  within 
120  days  after  the  close  of  each  calendar  year. 

With  respect  to  any  and  all  claims,  demands,  charges  and  ex- 
penses of  every  kind  and  character  whatsoever,  for  which  the  Express 
Company  may  be  or  become  liable,  or  earnings  In  which  the  Rail 
1 '"inpany  may  be  interested,  arising  or  growing  out  of  the  express 
business  on  the  Kail  (\>mpan\'«  lines,  but  not  ascertained,  definitely 
fixed,  or  charged  on  tin-  Kxpress  Company's  books  at  the  termination 
of  this  agreement,  in  the  final  settlement  between  the  parties  hereto, 
such  claims,  demands,  charges,  expenses  or  earnings  shall  be  esti- 
mated and  allowed  as  may  be  determined  by  the  General  Accounting 
otlici'i-s  of  the  parties,  and  in  case  of  their  failure  to  agree,  shall  bo 
determined  as  provided  in  Article  XIV  hereof. 


RATES  ON  BEANS 

An  award  of  reparation  has  been  made  in  No.  11309,  Chat- 
ty ion  &  Son  vs.  Pere  Marquette  et  al.,  opinion  No.  6490,  59 
I.  ('.  C.  484-5,  on  account  of  unreasonable  rates  on  sixty  carloads 
of  beans,  which  received  transit  service  at  Toledo,  O.,  moving 
between  July  1,  1918,  and  June  1,  1919.  The  Pere  Marquette,  at 
ilie  request  of  the  complainant,  amended  its  transit  tariff  so  as 
to  include  that  service  at  stations  in  Ohio,  the  intention  being 
to  extend  transit  to  Toledo,  the  only  agency  station  of  the  Pere 
Marquette  in  that  state.  The  tariff  was  not  sufficiently  amended 
"to  accomplish  the  intention.  The  provision  requiring  outbound 
shipments  from  transit  points  was  left  in,  unchanged.  It  requires 
that  the  movement  out  of  the  transit  point  shall  be  over  the  Pere 
Marquette.  Compliance  with  that  provision  from  the  transit  ele- 
vator at  Toledo  would  require  a  back-haul  in  each  instance.  That 
was  not  the  intention.  The  Pere  Marquette  admitted  the  error 
and  expressed  a  willingness  to  make  reparation  to  the  basis 
of  the  through  rates  from  points  of  origin  plus  the  transit  charge 
of  \.~>  cents  per  100  pounds. 


RATES  ON  YELLOW  PINE 

In  a  report  written  by  Commissioner  Ford  on  No.  11001, 
Stout  Lumber  Co.  vs.  St.  Louis-San  Francisco  et  al.,  opinion  No. 
6494,  59  I.  C.  C.  495-8,  the  Commission  has  held  unreasonable 
rates  on  yellow  pine  lumber,  from  Thornton  and  Bests,  Ark., 
to  stations  on  the  St.  Louis-San  Francisco,  Cape  Girardeau,  and 
all  points  south,  southeast  and  southwest  thereof  to  the  Arkansas 
state  line,  and  southwest  to  and  including  Williamsville,  Mo.,  to 
all  points  north  of  Cape  Girardeau,  but  not  including  St.  Louis, 
and  to  all  points  west  of  St.  Louis,  on  the  main  line  of  the  Frisco, 
to  and  including  Valley  Park.  The  decision  is  that  they  are 
unreasonable  to  the  extent  that  they  exceed,  or  may  in  the 
future  exceed,  a  rate  of  20  cents  to  Williamsville,  Mo.;  to  Cape 
Girardeau,  22.5  cents  and  Valley  Park  24  cents,  the  lower  rates 
plus  the  increases  allowed  in  Ex  Parte  No.  74,  on  or  before  April 
5,  1921.  Reparation  is  to  be  made  to  the  lower  basis.  Some 
of  the  freight  bills  have  not  been  paid.  As  to  them,  the  Com- 
mission authorized  waiver  of  undercharges. 


COAL  FROM  W.  VA.  TO  SOUTH 

Application  of  the  rule  that  a  carrier  has  not  the  right,  by 
refusing  through  routes  and  joint  rates,  to  dictate  the  territory 
in  which  industries  on  its  line  may  sell,  has  been  made  in  a  deci- 
sion on  I.  &  S.  No.  1211,  Coal  from  West  Virginia  Mines  to  South- 
ern Points,  opinion  No.  6491,  59  I.  C.  C.  48G-7.  The  Commission 
held  that  the  carriers  had  not  justified  their  proposed  cancella- 
tion of  joint  rates  on  soft  coal  from  mines  on  the  Kanawha  & 
Michigan,  in  West  Virginia,  to  points  in  Florida,  the  Carolinas 
and  Virginia. 

The  object  of  the  proposed  cancellation  was  to  absolve  the 
Kanawha  &  Michigan  from  (lie  duty  of  furnishing  cars  for  traf- 
fic from  mines  on  its  rails  for  coal  going  to  the  southeast,  and 
on  which  it  has  only  a  28-mile  haul.  If  it  could  force  coal  to  go 
only  to  the  north  and  west  it  would  have  a  much  longer  haul. 
In  disposing  of  the  case  the  Commission  said: 

Tin-  suspended  schedules  were  filed  by  and  at  the  instance  of  the 
Kanawha.  No  evidence  was  offered  in  support  of  the  reasonableness 
of  the  combination  rates  proposed  to  be  established;  in  fact  respond- 
ents assert  that  the  purpose  of  the  proposed  increased  rates  is  to 
make  them  prohibitive,  "to  get  away,  if  possible,  from  carrying  coal 
from  mines  on  the  Kanawha  &  Michigan  to  points  east  and  south.". 
In  seeking  to  justify  their  action  respondents  state  that  coal  from 
this  particular  district  has  always  moved  to  the  north,  In  the  season 
of  lake  navigation  principally  to  Toledo,  Ohio,  and  that  the  cars 
from  that  point  are  quickly  returned  to  the  mines,  whereas  when 
forwarding  coal  to  southern  and  eastern  destinations  the  cars  are 
not  returned  promptly.  It  is  conceded  that  the  delay  in  returning 
cars  from  southern  and  eastern  destinations  has  not  been  brought 
to  the  attention  of  the  American  Railway  Association.  Respondents 


also  point  out  that  the  Chesapeake  &  Ohio  has  a  heavy  movement 
of  coal  from  mines  on  Its  own  line,  and  for  that  reason  in  unnbl<- 
to  handle  the  traffic  under  consideration  promptly  or  to  affect  Inter- 
change at  Oauley  of  general  traffic  without  delay.  The  Kanawha  t 
earnings  on  this  traffic  to  southern  and  eastern  destinations  are  low, 
the  loaded  haul  averaging  28.6  miles  against  332  miles  to  Toledo,  the 
latter  movement  being  In  connection  with  the  Toledo  k  Ohio  Cen- 
tral, which  owns  the  Kanawha. 

The  Kanawha  takes  the  position  that  although  cancellation  of  the 
Joint  rates  would  result  in  withdrawal  of  the  operators  on  Its  llm- 
from  the  southern  and  eastern  markets,  no  serious  hardship  would 
result  because  these  operators  could  dispose  of  nil  of  their  coal  In 
the  north  and  because  the  east  and  southeast  have  other  and  abun- 
dant sources  of  supply.  But  a  carrier  has  no  right,  by  refusing 
through  routes  and  Joint  rates,  to  dictate  the  territory  to  which  In- 
dustries on  its  line  must  sell.  Lumber  to  C,  M.  &  St.  I'.  Ry.  Stations, 
38  I.  C.  C.,  687,  689. 

Protestants  urge  that  coal  operators  located  across  the  Kanawha 
River  on  the  Chesapeake  &  Ohio  will  have  a  considerable  advantage 
if  thf  Joint  rates  are  canceled.  Inasmuch  as  the  market  of  the  opera- 
tors on  the  Kanawha  will  be  restricted  to  the  north  and  west. 


NORTH  DAKOTA  COAL  RATE  CASE 

(U.  S.  Supreme  Court  Decision— See  Traffic  World.  December  25.) 

No.  55— October  Term,  1920. 

Minneapolis,    St.    Paul    &    Sault    Ste    Marie   1  In  Error  to  the  District 
Ry.    Co.,    Plaintiff    in    Error,  Court,   bixth   Judicial 

vs  f      District.       State       of 

Washbtirn    Lignite   Coal   Company.  J       North  Dakota. 

[December  20,   1920.] 
Mr.  Justice  Van  Devanter  delivered  the  oplnoin  of  the  court. 

This  was  an  action  by  a  railroad  company  against  a  ship- 
per, for  whom  it  had  carried  many  carloads  of  coal  between 
points  in  the  State  of  North  Dakota,  to  recover  for  that  service 
a  compensation  in  addition  to  what  was  demanded  and  paid 
when  the  service  was  rendered.  Judgment  went  against  the 
carrier  in  the  court  of  first  instance,  and  again  in  the  Supreme 
Court  of  the  State,  168  N.  W.  684;  and  this  writ  of  error  was 
sued  out  on  the  theory  that  the  judgment  upheld  and  gave 
effect  to  a  li  cal  rate  statute  which  the  carrier  was  contending 
was  repugnant  to  the  due  process  of  law  clause  of  the  Four- 
teenth Amendment.  If  this  theory  is  not  right,  the  writ  of  er- 
ror must  be  dismissed,  for  it  is  without  other  support.  See 
§  237,  Judicial  Code,  as  amended  September  6,  1916,  c.  448,  39 
Stat.  726. 

To  show  what  was  involved  and  decided  it  is  necessary  to 
refer  with  some  particularity  to  a  prior  litigation  out  of  which 
the  present  case  arose. 

In  1907  the  State  of  North  Dakota,  by  an  act  of  its  legis- 
lature, prescribed  a  schedule  of  maximum  rates  for  carrying  coal 
in  carload  lots  between  points  within  the  State,  c.  51,  Laws 
1907;  and  this  and  other  carriers  refused  to  put  the  schedule 
into  effect.  Suits  for  injunctions  against  further  disobedience 
were  brought  by  the  State  in  its  Supreme  Court,  and  the  car- 
riers defended  on  the  ground  that  the  schedule  was  confiscatory 
and  therefore  in  conflict  with  the  due  process  of  law  clause  of 
the  Fourteenth  Amendment.  On  the  hearing  that  court  sus- 
tained the  schedule  and  directed  that  the  injunctions  issue. 
19  N.  D.  45  and  57.  The  carriers  brought  the  cases  to  this  court 
on  writs  of  error  and  it  affirmed  the  judgments,  but  did  so 
without  prejudice  to  the  right  of  the  carriers  to  reopen  the 
cases  if  an  adequate  trial  of  the  schedule  in  the  future  enabled 
them  to  prove  that  it  was  confiscatory.  216  U.  S.  579  and  581, 
Mandates  to  that  effect  issued  and  the  state  court  modified  its 
judgments  accordingly.  In  obedience  to  the  injunctions  the 
carriers  then  put  the  schedule  into  effect  in  accordance  with 
local  laws  (Rev.  Code  1905,  §  §  4339-4342) ;  that  is  to  say,  they 
printed  and  filed  coal  tariffs  based  on  the  maximum  rates 
named  in  the  schedule  and  gave  public  notice  of  their  purpose 
to  apply  those  tariffs.  After  trying  the  schedule  for  a  year  or 
more  the  carriers  presented  in  the  state  court  petitions  wherein 
they  told  of  the  trial  made,  asserted  their  ability  and  readiness 
to  prove  that  the  schedule  was  confiscatory,  and  prayed  per- 
mission to  do  so.  The  petitions  were  entertained,  proofs  were 
taken,  and  on  a  hearing  the  schedule  was  sustained  and  the 
existing  injunctions  continued.  26  N.  D.  438.  On  writs  of  error 
prosecuted  by  the  carriers  those  judgments  were  reversed  by 
this  court,  because  the  proofs  satisfied  it  that  the  schedule  was 
not  adequately  remunerative,  and  the  cases  were  remanded  for 
further  proceedings  not  inconsistent  with  the  opinion.  236  U. 
S.  585.  On  receiving  the  mandates  the  state  court  set  aside  its 
judgments  and  dismissed  the  cases. 

The  injunctions  in  those  cases  were  awarded  without  tak- 
ing any  bond  and  without  imposing  any  terms  or  conditions 
other  than  reserving  to  the  carriers,  as  before  shown,  a  right 
to  reopen  the  cases  and  again  attack  the  schedule  after  sub- 
jecting it  to  a  fair  trial.  When  this  right  was  exercised  the 
carriers  did  not  ask  a  suspension  of  the  injunctions  pending  a 
hearing  and  decision,  and  the  injunctions  remained  in  force  un- 
til the  cases  were  dismissed.  Neither  at  the  time  of  the  dis- 
missal nor  at  any  prior  stage  of  the  proceedings  was  there  any 
order  saving  or  securing  to  the  carriers  a  right  to  demand  or 
collect  additional  compensation  in  respect  of  shipments  whereon 
the  schedule  rate  was  demanded  and  paid  while  the  injunctions 
were  effective. 

The    shipments    as    to    which    additional    compensation    is 
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souRht  in  the  present  case  were  made  while  the  injunction 
against  this  carrier  was  in  force;— that  is  to  say,  after  the 
schedule  was  sustained  by  the  first  judgments  and  before  it  -was 
adjudged  unremunerative  as  a  result  of  the  attack  made  after 
It  bad  been  in  effect  for  a  year  or  more.  At  the  time  of  the 
shipments  the  carrier  demanded  and  the  shipper  paid  the 
maximum  rate  named  in  the  schedule,  it  being  the  duly  filed 
and  published  rate.  The  carrier  did  not  then  protest  that  it 
was  entitled  to  more;  nor  did  the  shipper  engage  to  pay  more. 

In  suing  for  further  compensation  the  carrier  took  the  posi- 
tion that  the  schedule  was  confiscatory  and  therefore  invalid 
under  the  Fourteenth  Amendment;  that  the  coal  was  carried 
at  the  schedule  rate  because  the  injunction  in  the  prior  litiga- 
tion compelled  it;  that  the  schedule  ultimately  was  adjudged 
unremunerative  and  invalid  and  the  injunction  dissolved;  and 
that  in  these  circumstances  there  arose  an  obligation  on  the 
part  of  the  shipper  to  pay  an  additional  sum,  such  as  with  that 
already  paid  would  amount  to  a  reasonable  compensation. 

The  Supreme  Court  of  the  State  put  its  judgment  against 
the  carrier  on  the  following  grounds: 

1.  There  was  no  contract,  express  or  implied,  on  the  part 
of  the  shipper  to  pay  any  rate  other  than  that  shown  in  the 
tariff  filed  and  published  according  to  law,— the  court  saying 
on  this  point:     "Manifestly,  if  shippers  cannot  rely  upon  the 
rates  as  so  published  and  filed,  the  requirement  of  publication 
becomes  a  mere  trap  for  the  unwary.     In  our  judgment,  it  is 
wholly  improper,  in  the  absence  of  clear  allegations  of  the  ren- 
dition of  services  under  a  distinct  protest,  for  a  court  to  find 
that  a  shipper  had,  in  effect,  undertaken  conditionally  to  pay 
according  to  a  rate  different  from  that  published  in  compliance 
with  the  statute." 

2.  The  injunction,  in  obedience  to  which  the  schedule  was 
put  into  ecect  and  maintained  during  the  period  covered  by  the 
shipments,  was  awarded  without  taking  any  bond  or  imposing 
any  terms  or  conditions  for  the  security  of  the  carrier;  and  in 
these   circumstances   the  damage  arising   from  the  injunction 
was  damnum  absque  injuria,  for  which  no  recovery  could  be 
bad, — the  court  citing  on  this  point  Russell  vs.  Parley,  105  U. 
S.  433,437-438,*  and  saying:    "In  reality  the  plaintiff's  [carrier's] 
whole  case  seems  properly  hinged  upon  the  real  meaning  and 
effect  of  the  first  decree  of  the  United  States  Supreme  Court. 
The  matter  that  was  settled  in  that  suit  [meaning  by  that  de- 
cree]  was  the  right  of  the  State  to  an  injunction,  and  it  was 
found  that  the  State  was  entitled  to  the  relief  sought.   Neither 
the  state  court  nor  the  United  States  Supreme  Court  saw  fit 
to  Impose  any  terms  or  conditions.  .   .     The  error  in  the  plain- 
tiffs  [carrier's]   contention  inheres  in  the  failure  to  recognize 
the  Injunction  as  being  the  continuing  expression  of  the  court 
until  such  time  as  it  may  be  modified  or  dissolved  by  a  new 
judgment   or  decree.     During  such   time  it  is   impossible  that 
there  could   have  been   any  other  measure   of  the  rights  and 
obligations  of  the  parties  than  that  provided  by  the  decree  it- 
self.  .  When  that  court  finally  dissolved  the  injunction,  it 
did  not  reverse  Its  prior  judgment,  nor,  it  seems  to  us,  did  it 
profess  to  give  to  the  carriers  any  rights  with  respect  to  past 
shipments  that  did  not  exist  at  the  time  they  were  made.    These 
rights  were  governed  by  the  former  decree." 

The  principle  that  one  who  has  been  unjustly  enriched 
at  the  expense  of  another  may  be  made  to  respond  to  the  lat- 
ter was  without  application,  for  here  the  shipper  was  respon- 
sible in  no  greater  degree  for  what  occurred  than  was  the 
carrier. 

The  opinion  rendered  by  that  court  shows  that  it  did  not 
uphold  or  give  effect  to  the  statutory  rate  as  such,  but  rested 
Us  decision  on  other  Independent  grounds  which  appeared  to  it 
to  preclude  a  recovery  by  the  carrier.  These  grounds  are  broad 
•nough  to  sustain  the  judgment,  and,  if  not  well  taken  are  not 
without  substantial  support  See  Enterprise  Irrigation  District 
vs.  Farmers  Mutual  Canal  Co.,  243  U.  S.  157,  163-165.  Some 
may  possibly  involve  federal  questions,  but  under  the  jurisdic- 
statute,  as  amended  in  1916,  they  are  not  such  as  entitle 
the  carrier  to  a  review  of  the  judgment  on  a  writ  of  error 
Writ  of  error  dismissed. 


under  protest  and  because  the  carrier  would  not  deliver  the  coal 
on  payment  of  the  statutory  rate.  In  the  trial  court  there  was  a 
judgment  against  the  shipper,  and  this  was  reversed  by  the  Su- 
preme Court  with  a  direction  to  award  the  shipper  the  amount 
claimed  35  N.  D.  331.  The  carrier  prosecutes  this  writ  of  error. 

The  pleadings,  the  opinion  of  the  Supreme  Court,  and  the 
briefs  in  this  court,  show  that  the  only  controversy  in  that  court 
was  over  the  meaning  and  effect  of  the  first  judgment  in  the 
injunction  suit  as  affirmed  by  this  court  "without  prejudice,"  etc. 
On  the  part  of  the  shipper  it  was  insisted  that  that  judgment 
finally  and  conclusively  determined  the  validity  of  the  statutory 
rate  in  respect  of  the  period  preceding  its  rendition;  and  on  the 
part  of  the  carrier  it  was  insisted  that  the  judgment  was  inter- 
locutory merely  and  was  entirely  superseded  and  held  for  naught 
by  the  subsequent  judgment  of  this  court  in  the  later  proceed- 
ing. The  court  sustained  the  shipper's  contention  and  rejected 
that  of  the  carrier,  saying: 

"The  fallacy  in  respondent's  (carrier's)  contention,  as  we 
view  it,  lies  in  the  unwarranted  assumption  that  the  latter  judg- 
ment relates  back  and  supersedes  the  first.  When  respondent 
(carrier)  applied  for  and  was  granted  leave  to  make  a  new  show- 
ing as  to  the  confiscatory  character  of  the  statutory  rates,  it 
amounted  in  legal  effect  to  the  commencement  of  a  new  action 
to  determine  a  new  issue:  to  wit,  whether  as  applied  to  and  in 
the  light  of  facts  subsequently  arising,  such  statutory  rates  are 
confiscatory.  The  case  was  not  reopened  for  the  purpose  of  re- 
litigating  the  issues  formerly  decided,  nor  was  the  former  decree 
in  any  way  affected.  This  is  made  clear  by  the  recent  decision 
of  the  Supreme  Court  in  Missouri  vs.  Chicago,  B.  &  Q.  R.  R., 
241  U.  S.  533." 

In  support  of  that  view  the  court  quoted  portions  of  the 
opinion  in  the  case  cited,  including  the  following: 

"In  a  rate  case  where  an  assertion  of  confiscation  was  not 
upheld  because  of  the  weakness  of  the  facts  supporting  it,  the  . 
practice  came  to  be  that  the  decree  rejecting  the  claim  and  giv- 
ing effect  to  the  statute  was,  where  it  was  deemed  the  situation 
justified  it,  qualified  as  'without  prejudice,'  not  to  leave  open  the 
controversy  as  to  the  period  with  which  the  decree  dealt,  and 
which  it  concluded,  but  in  order  not  to  prejudice  rights  of  prop- 
erty in  the  future  if  from  future  operation  and  changed  condi- 
tions arising  in  such  future  it  resulted  that  there  was  confisca- 
tion. And  the  same  limitation  arising  from  a  solicitude  not  to 
unduly  restrain  in  the  future  the  operation  of  the  law  came  to 
be  applied  where  the  asserted  confiscation  was  held  to  be  estab- 
lished. In  other  words,  the  decree  enjoining  the  enforcement  of 
the  statute  in  that  case  was  also  qualified  as  without  prejudice 
to  the  enforcement  of  the  statute  in  the  future  if  a  change  in  con- 
ditions arose.  ...  A  complete  illustration  of  the  operation 
of  the  qualification  is  afforded  by  the  North  Dakota  case,  just 
•cited  (216  U.  S.  539),  since  in  that  case,  as  a  result  of  the  quali- 
fication 'without  prejudice,'  the  case  was  subsequently  reopened 
and  upon  a  consideration  of  new  conditions  arising  in  such  future 
period,  a  different  result  followed  (23C  U.  S.  585)  from  that  which 
had  been  previously  reached." 

When  we  have  in  mind  the  question  which  the  Supreme'Court 
was  called  on  to  decide,  and  did  decide,  and  the  fact  that  the 
question  was  no  longer  an  open  one  in  this  court,  as  is  shown  by 
our  opinion  in  the  Missouri  case,  it  is  apparent  that  this  writ  of 
error  is  without  any  adequate  basis. 

Writ  of  error  dismissed. 


LEASE  OF  CHICAGO  RAILWAYS 

The  Traffic   World   Washington  Bureau 


The  New  York  Central  has  applied  to  the  Commission  for 
permission  to  lease  and  operate  the  Chicago  Junction  Railway 
properties,  the  lease  to  be  for  99  years,  at  a  rental  of  two  mil- 
lions per  annum,  with  an  option,  during  the  lease,  to  purchase 
the  stock  of  the  railroad  company  from  the  Union  Stockyards 
and  Chicago  Junction  Railway  Company,  the  holding  company, 
at  a  price  of  substantially  twenty-two  millions.  The  lease  would 
also  include  the  Junction  Railway's  subsidiary,  the  Chicago  River 
&  Indiana  Railway  Company.  The  announcement  by  the  Com- 

,v  mission  as  to  the  character  of  the  application   says   the  prop- 

Mlnn»poll..   St.    Paul   &   Sault   Ste  Marie  1  In  Krror  to  the  District  *Te  I,  ued.  at  about  thirty-three  millions.     The  lease  would 

Ky.  Co..  Plaintiff  in  Krror  Court    of    the    Sixth      be  renewable  at  the  option  of  the   lessee  in  perpetuity.     This 

~     ~   -  v'-.      .  .    -  J.udic!al    District    of     would   dispose  of  one  phase  of  the  litigation   in   the   Supreme 

Court  of  the  District  of  Columbia  looking  to  confinement  of  the 

i  to  the  mere  slaughtering  of  animals. 

The  option  given  to  the  New  York  Central  would  also  cover 
e  right  to  buy  the  Union  Stock  Yards  and  Transit  for  $10,- 
•U.X17  and  the  Chicago  River  &  Indiana  for  $750,000.     The  op- 
tions, if  exercised,  would  cost  the  New  York  Central  thirty-three 
and  a  third  millions  of  dollars 


No.  16— October  Term,   1920. 


The  C.  U  Merrick  Co.  the '"state""of"  North 

J      Dakota. 
(December  20.  1920.) 
.  Ju»tk»  Van  Devanter  delivered  the  opinion  of  the  court 


Thin  |»  a  companion  case  to  Minneapolis,  St.  Paul  &  Sault 
..Marie  Ry.  Co.  vs  Washburn  Lignite  Coal  Company,  just  dV- 
,aad  was  brought  by  a  shipper  to  recover  charges  exacted 
*  8Ututor    rat*-    T      shipments  were  made  prior 


MOVEMENT   OF   CARS 

Car  accumulations  for  the  week  ending  December  27  were 

^0,  as  compared  with  27,047  the  preceding  week.     The  per- 

>  of  ^cars  on  home  lines  as  of  December  15  was  38.7,  as 

t  35.o   December   1,  an  increase   of  approximately  74,000 

curs. 


n-y  1.  1921 


•nil'. 
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BITUMINOUS  COAL  TRANSPORTATION 

\  i  ciiitheim,  manager  of  the  public  relations  section  of 
tii..  American  i:;ni«;i>  Association,  whirl,  is  the  llnson  between 
.ails  and  i  he  Interstate  Commerce  Commission  in  car 
service  matters  and,  before  that,  the  Commission's  representa- 
tive in  r:ir  service  mailers  taken  up  with  the  Railroads'  War 
Board,  in  a  speech,  December  28,  before  the  American  Economic 
Association  at  Atlantic  City,  discussed  the  transportation  prob- 
lem in  the  bituminous  coal  industry.  In  part  he  Bald: 

"The  first  evidence  of  difficulty  in  the  transportation  of 
bituminous  coal  is  a  coal  car  shortage— that  is,  an  inability  on 
the  part  of  the  railroads  regularly  adequarely  to  meet  the 
demands  of  the  mines  for  empty  cars  In  which  to  load  and  ship 
their  production  to  market.  Coal  car  shortages  have  been  so 
serious  and  so  nearly  continuous  for  the  last  four  years  that 
there  is  a  tendency  to  forget  that  the  situation  previously  was 
Just  the  reverse.  Prior  to  1916  there  customarily  existed  in 
this  country  a  surplus  of  cars  available  for  coal  loading  almost 
ninety  per  cent  of  the  time. 

"The  cure  is  more  with  the  consuming  public  than  with 
the  producers  and  carriers.  The  former  with  little  if  any  loss, 
may  purchase  and  store  their  extraordinary  winter's  coal  re- 
quirements in  part  at  least,  earlier  in  the  season,  when  mine 
and  transportation  facilities  are  not,  as  a  rule,  fully  utilized. 
"If  the  future  held  in  store  no  more  serious  problems  in 
bituminous  coal  transportation  than  those  customarily  met  with 
prior  to  1916,  the  subject  could  be  dismissed  as  not  of  par- 
ticular importance. 

"Wax  is  essentially  a  consumer  of  iron  and  steel.  Fuel  is 
relatively  a  greater  factor  in  iron  and  steel  production  than  in 
most  other  lines  of  manufacture.  The  shift  from  peace  to  war 
industry  called  for  extraordinary  coal  production  long  before  we 
entered  the  war,  and  our  activity  as  a  belligerent  greatly  in- 
creased this  demand. 

"The  territory  Chicago — St.  Louis  and  east  thereof  and 
north  of  the  Ohio  and  Potomac  rivers,  is  the  great  workshop 
of  our  country.  It  is  the  location  of  by  far  the  greater  part  of 
our  population,  and  the  greatest  density  of  population  and  traf- 
fic. If  to  its  bituminous  coal  production  is  added  that  of  the 
bodering  states  of  Virginia,  West  Virginia,  and  Kentucky,  largely 
consumed  in  this  great  workshop,  we  account  for  fully  75  per 
cent  of  our  total  bituminous  production.  In  this  territory  are 
located  our  great  centers  of  iron  and  steel  manufacture,  pro- 
ducing perhaps  80  per  cent  of  all  our  iron  and  steel  articles. 
On  its  Lake  Erie  shore  are  docks  over  which  the  regions  be- 
yond the  lakes  obtain  their  annual  requirements  of  twenty-five 
to  thirty  million  tons  of  coal  and  in  return  send  their  double 
quantity  of  ore.  On  its  North  Atlantic  coast  are  great  tide- 
water coal  piers  transshipping  millions  of  tons  of  coastwise  and 
export  coal,  both  anthrancite  and  bituminous,  annually.  There 
also  are  located  the  ports  through  which,  first  for  convenience, 
and  later  for  convenience  and  necessity,  was  handled  most  of 
the  tremendous  overseas  movement  of  men  and  materials  from 
1915  on.  And  throughout  this  period,  freight  and  troop  move- 
ments within  and  to  and  from  this  territory,  east,  west,  north,  and 
south,  were  conducted  on  lines  of  railroad  never  built  to  carry 
this  concentrated  load,  and  claimed  by  the  owners  to  have  been 
stunted  in  development  during  several  years'  preceding  by 
hostile,  or  at  least  unwise  policies  of  government  regulation. 
Furthermore,  many  of  the  more  important  gateways  through 
which  this  war  traffic  had  of  necessity  to  move,  were  manu- 
facturing cities  of  major  importance  in  the  war  program,  which 
were  then  undergoing  great  industrial  expansion  and  develop- 
ment, without  contemporaneous  development  of  their  railroad 
facilities.  Nothing,  perhaps,  more  clearly  emphasizes  the  stress 
in  this  territory,  than  the  action  of  the  War  Industries  Board 
toward  the  close  of  actual  hostilities,  designed  to  effectually 
limit  any  further  location  of  industry  in  the  eastern  portion 
thereof. 

"The  war  was  the  primary  cause  of  our  coal  transportation 
difficulties,  and  as  indicative  of  this,  note  the  trend  of  bitu- 
minous coal  production  from  417,111,000  net  tons  in  1910  to 
442,622,000  in  1915,  502,523,000  in  1916,  551,791,000  in  1917,  579,- 
386,000  in  1918,  458,063,000  in  1919  and  an  estimated  total  of 
542,000,000  this  year.  This  is  the  commodity  of  greatest  ton- 
nage handled  on  our  railroads  and  75  per  cent,  of  it  is  produced 
and  transported  in  the  congested  territory  already  described. 
"What  has  been  said  heretofore  constitutes,  in  the  opinion 
of  the  railroad  man,  the  basis  of  a  complete  defence  on  the  un- 
true charge  so  often  made  that  'the  railroads  broke  down'  dur- 
ing the  war.  Perhaps  nothing  has  contributed  so  much  by 
way  of  ostensible  support  of  this  charge  as  the  oft  repeated 
statements  and  advertisements  of  gross  coal  car  shortage  at  the 
mines.  There  were  coal  car  shortages,  to  be  sure,  and  their 
effects  were  at  times  serious,  but  the  blame  therefor  lies  at  no 
one  door. 

"Prior  to  1916  the  market  was  chronically  a  buyers'  one. 
The  light  demand  and  low  production  in  these  preceding  years 
left  no  great  stocks  in  consumers'  hands  upon  which  to  play  in 
undertaking  our  new  industrial  venture.  A  strong  demand  for 


coal  came  very  quickly  and  by  midsummer  1916  reached  ex- 
traordinary proportions. 

"With  no  control  over  the  marketing  of  bituminous  coal 
except  that  afforded  by  the  law  of  supply  and  demand,  the  in- 
evitable happened.  By  the  beginning  of  1917  we  were  in  a 
period  of  rapidly  mounting  coal  prices,  while  contemporaneously 
there  came  to  Washington,  in  ever-increasing  numbers,  con- 
sumers whose  very  industrial  life  depended  on  regular  and  ade- 
quate coal  supply  and  who  found  great  difficulty  in  obtaining 
it.  Statistics  to  show  currently  the  true  state  of  production, 
distribution,  consumption,  and  stocks  were  utterly  lacking,  as 
indeed,  is  largely  the  case  even  today.  There  was,  however, 
an  undeniable  shortage  of  cars  at  the  mines  and  quite  naturally 
the  whole  difficulty  was  attributed  to  this  railroad  disability. 

"Looking  back  at  the  production  of  550,000,000  tons  In  1917 
and  580,000,000  in  1918,  with  stocks  upwards  25,000,000  tons  at 
all  times  and  reaching  63,000,000  tons  on  Armistice  Say,  it  is 
easy  to  deduce  that  while  the  difficulty  could  have  been  cured 
by  more  transportation,  permitting  greater  production,  it  might 
also  have  been  cured  largely  and  perhaps  entirely  by  more 
economic  distribution  by  the  coal  operators.  Admitting  them 
to  be  extreme  cases,  it  may  be  cited  that  one  lot  of  Illinois  coal, 
which  does  not  ordinarily  move  east  of  Toledo  and  Detroit, 
went  to  the  amount  of  two  hundred  cars  to  Connecticut,  while 
a  coal  car  shortage  on  a  southwestern  railroad  was  found  to 
result  from  shipments  to  the  Twin  Cities  and  beyond,  whereas 
the  normal  market  never  went  north  of  Omaha.  Of  the  cross- 
hauling  of  coal  and  the  carriage  of  'coals  to  Newcastle'  there 
was  almost  continuous  evidence,  although  their  exact  extent 
could  not  be  ascertained  without  the  most  thorough  and  com- 
plete policing  and  checking  of  the  entire  coal  movement. 

"There  was  further  waste  of  rail  transportation,  particularly 
in  the  bituminous  coal  movement  to  New  England — one  of  the 
danger  spots — because  of  the  dislocation  of  ocean  transporta- 
tion. The  Fuel  Administration  for  New  England  was  not  far 
wrong  when  he  stated  that  removing  coal-carrying  vessels  from 
coastwise  services  was  equivalent  to  pulling  up  a  four  track 
railroad  to  his  section.  New  England  cannot  be  fueled  all-rail 
any  more  than  can  our  northwestern  lake  states.  Instead  of 
maximum  ocean  and  minimum  rail  movement  of  bituminous 
coal  to  New  England  we  found  ourselves  be  force  of  circum- 
stanies  in  1917  and  early  1918,  attempting  the  reverse.  The 
rail  gateways  were  incapable  of  handling  what  was  attempted, 
and  even  so,  the  extraordinary  use  of  such  gateways  for  coal, 
of  necessity,  adversely  affected  other  war  movements.  Fur- 
thermore, a  car  of  bituminous  coal  moving  to  New  England  all- 
rail  requires  at  least  double  the  car-days  necessary  to  handle 
the  same  tonnage  to  New  England  rail-and-ocean. 

"Nor  was  it  possible  to  control  distribution  through  the 
medium  of  our  regulation  of  interstate  commerce.  The  car- 
dinal principle  of  that  regulation  is  that  carrier's  rates,  rules 
regulations,  and  practices  shall  be  just,  reasonable,  and  not  un- 
duly discriminatory  as  between  persons,  places,  and  commod- 
ities. To  be  sure,  the  Interstate  Commerce  Commission  early 
lent  its  support  to  the  Council  of  National  Defense  and  the 
Railroad  War  Board  in  their  joint  endeavors  to  cope  with  the 
situation.  Always,  however,  there  was  before  the  carriers  the 
statutory  prohibition  against  undue  discrimination,  and  the  con- 
sequent possibilities  of  heavy  suits  for  damages.  There  was,  of 
course,  much  done  by  'strong-arm'  methods  where  the  end  justi- 
fied such  means. 

"The  well  intentioned  efforts  of  Secretary  of  the  Interior 
Lane  in  the  spring  of  1917  to  settle  the  price  situation  by  co- 
operative action  of  the  operators  unfortunately  came  to  noth- 
ing. It  was  not  until  August,  1917,  with  the  effectiveness  of 
the  Lever  law  and  the  transportation  priority  act,  that  anything 
like  order  began  to  come  out  of  the  chaos. 

"The  transportation  priority  act,  however,  was  immediately 
put  to  excellent  service.  One  of  the  real  danger  spots  in  the 
1917  situation  had  been  the  light  movement  over  the  Great 
Lakes  for  the  protection  of  the  territory  beyond.  This  was 
immediately  given  attention  by  the  President's  priority  com- 
missioner and  the  situation  so  well  handled  that  during  the  try- 
ing winter  of  1917-1918  not  a  single  case  of  coal  shortage  was 
recorded  in  the  northwestern  lake  territory.  As  a  second  exer- 
cise of  his  powers,  the  priority  commissioner  again  furnished 
great  impetus  in  the  right  direction  by  authorizing  certain 
preferences  to  coal  in  the  use  of  so-called  coal  cars.  This  in- 
creased production  and  simultaneously  justified  the  consequen- 
tial discrimination  against  the  shippers  of  other  commodities. 

"A  suggestion  early  made  to  the  Fuel  Administration  was 
that  the  movement  of  bituminous  coal  be  zoned  in  such  man- 
ner as  to  afford  more  economical  distribution,  both  from  the 
standpoint  of  war  requirements  and  transportation  possibilities. 
These  efforts,  although  backed  by  the  Council  of  National  De- 
fense and  the  Railroad  War  Board,  were  of  no  avail.  Fortu- 
nately, the  suggestion  met  with  favor  at  the  hands  of  the  Rail- 
road Administration  shortly  after  it  took  hold,  and  zoning  was 
inaugurated  in  April  1918. 

"Zoning  by  the  Railroad  Administration  and  efforts  of  the 
Fuel  Administration,  were  responsible  for  the  1918  figure  of 
580,000,000  tons  production." 


IS 

Speaking  of  coal  car  supply  in  the  war  period,  Mr.  Gutheim 

"So  far  as  the  records  of  the  coal  loading  railroads  of  this 
country  permit  such  a  comparison,  it  appears  that  on  January 
1  1916  they  were  serving  3,646  mines  with  an  established  rated 
capacity  of  43,524  cars  per  day.  Of  these,  190  mines  were  un- 
dergoing what  is  known  as  development.  On  January  1,  1917, 
the  total  mines  served  by  the  railroads  numbered  4,916,  with 
an  established  dally  capacity  of  55,158  cars;  358  of  these  mines 
were  In  the  development  stage.  On  January  1,  1918,  the  mines 
served  numbered  6,157.  with  a  rated  capacity  of  59,968  mars 
daily,  840  of  these  mines  being  counted  as  developing. 

"An  outstanding  feature  of  the  comparison  is  that  in  1 
and  1918.  two  years  during  which  there  was  no  regulation  of 
prices  and  distribution  until  the  last  five  months,  the  number 
of  tipple  mines  increased  almost  70  per  cent,  and  their  capacity 
in  the  neighborhood  of  40  per  cent.  Expressed  another  way, 
the  average  capacity  per  mine  per  day  on  January  1,  1916,  was 
about  twelve  cars,  whereas,  on  January  1,  1918,  it  was  less  than 
ten  cars.  Although  the  established  mines  had  during  these  two 
years  been  developing  to  even  greater  capacity,  the  multitude 
of  new  mines  was  enough  to  bring  down  the  average  capacity 
per  mine.  This  in  itself  meant  a  waste  of  transportation. 

"Common  carriers  are  not  equipped  to  handle  all  peak 
loads  currently.  This  fact  and  the  development  of  the  bitu- 
minous mining  industry  far  beyond  maximum  requirements  of 
the  country  inevitably  means  a  car  shortage  during  such  peak 
demands  as  have  been  made  since  1916.  Every  increase  in 
development  of  the  industry  without  corresponding  increase  in 
demand  for  product  and  railroad  facilities  of  necessity  means 
that  the  available  cars  must  be  distributed  to  more  mines  in  a 
lower  ratio  to  established  rated  capacity.  Expressed  in  another 
way,  more  mines  must  be  served  with  the  same  number  of 
cars  In  order  to  get  from  all  mines  in  the  aggregate  the  same 
tonnage  of  coal  that  could  be  produced  by  fewer  mines  served 
with  more  cars  per  mine. 

"Judged  by  the  incomplete  reports  of  the  Geological  Sur- 
vey the  mines  have  a  potential  ability  to  produce  bituminous 
coal  to  the  amount  of  18,500,000  tons  weekly,  or  considerably 
over  900  million  tons  per  annum.  One  has  merely  to  view  this 
figure  in  the  light  of  the  maximum  requirements  of  the  country 
as  Indicated  by  our  war  experience  and  the  assumption  that 
our  railroads  can  handle  at  least  that,  currently,  to  see  that 
even  a  twenty  to  thirty  per  cent  car  shortage  is  inevitable  at 
coal  mines  during  a  period  of  maximum  demand  for  coal.  That 
indeed,  has  been  our  experienc  this  past  summer  and  autumn 
••von  while  production  was  exceeding  current  requirements  week 
by  week. 

"It  is  not,  of  course,  to  be  contended  that  the  mines  would 
produce  at  the  rate  of  18,500,000  tons  week  by  week  even  if 
the  country  would  absorb  the  same,  for  manifestly  the  men 
rould  not  continue  maximum  effort  indefinitely.  The  point  is 
that  the  failures  of  the  carriers  as  shown  by  the  reports  of  the 
coal  operators  are  measured  by  a  figure  which  reflects  the 
maximum  of  productive  effort  in  a  greatly  over-developed  in- 
dustry- It  Is  significant  that  contemporaneously  the  demands 
for  cars  made  upon  the  railroads  by  the  same  mines  indicate 
a  desire  to  load  currently  about  16,000,000  tons  weekly.  But 
even  on  this  basis  a  car  supply  twenty-five  per  cent  short  would 
more  than  meet  the  country's  needs  for  coal. 

"In  the  period  following  the  Armistice  we  find  first,  that 
the  demand  for  coal  fell  off  very  quickly.  In  consequence,  pro- 
duction which  had  averaged  twelve  million  tons  weekly  for 
months  before  the  Armistice,  fell  at  once  to  a  ten  million  aver- 
age. and  In  the  first  six  months  of  1919  to  eight  and  one-quar- 
ter million.  The  railroads  meanwhile  were  carrying  the  great- 
est car  surplus  ever  recorded  in  our  railroad  history,  the  maq- 
imum  figure  being  about  450,000  of  all  classes  of  cars  daily,  out 
of  a  total  serviceable  ownership  of  about  two  and  a  quarter 
million. 

'By  Junt-.   1920.  in  some  producing  districts  and   quite  gen- 
erally by  late  July,  the  demand  for  coal  was  again  in  excess 
the  ability  of  the  railroads  to  furnish  transportation  there- 
for, and  another  car  shortage  period  began. 

"By  September  1  railroad  conditions  were  somewhat  more 

>le.  but  by  this  time  the  bituminous  coal  miners'  strike  was 

ready  in  sight.     Plans  were  laid  by  the  Railroad  Administra- 

Immediate   improvement   in   the   service   for   coal      A 

nlmum    production   of   eleven   million   tons   weekly   was    the 

t  was  attained  in  the  first  week  of  September   and 

l.'tently  exceeded   thereafter  down  to  the  date  the  strike 
oke.  November  1.  1919.     During  the  last  two  weeks  of  Octo- 
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to  the  exclusion   of 
rtuctlon  broke  all  previous  records. 


e      every- 

to  the  exclusion   of  other  commodities,  and   pro- 
rtuctlon  broke  all  previou 
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additional  burdens  on  the 


on  wheels  of  some  300,000  carloads  of  bituminous  coal  in  the 
hands  of  the  carriers  on  the  morning  of  November  1  and  the 
rationing  of  the  same  according  as  needs  developed.  This  was 
an  exact  reversal  of  the  railroads'  usual  function  of  transporta- 
tion to  destination  and  delivery  to  consignee  as  rapidly  as  pos- 
sible. It  very  effectively  hindered  transportation  generally. 

"The  work  of  the  Director-General  in  his  agency  for  the 
Fuel  Administration  has  been  much  criticised.  To  be  sure,  it 
was  by  no  means  perfect,  but  undertaken  at  a  moment's  notice, 
and  handled  of  necessity  by  a  nation-wide  organization  created 
by  wire  overnight,  it  hardly  could  be.  Speaking  as  a  member 
of  the  Director-General's  central  coal  committee,  the  writer 
ventures  the  statement  that  the  criticisms  are  based  mostly  if 
not  entirely  upon  hindsight,  and  volunteers  the  information 
that  the  critics  of  history  presented  no  concrete  suggestions 
for  improvement  while  the  emergency  was  on.  Even  the  ac- 
credited representatives  of  the  bituminous  coal  producers  in 
Washington  throughout  the  strike  were  unable  from  day  to 
day  to  furnish  any  dependable  information  with  respect  to  the 
possibility  of  resumption  of  work.  The  same  representatives 
who  on  one  day  would  insist  that  settlement  of  the  strike  was 
in  sight  and  that  the  coal  on  wheels  could  be  safely  released, 
would  on  the  following  day  congratulate  the  Central  Coal  Com- 
mittee for  not  having  followed  the  advice  previously  given. 
Under  such  circumstances  there  was  but  one  sound  policy  in 
the  face  of  the  rapidly  declining  coal  reserves,  as  evidenced  by 
the  coal  under  load  on  wheels.  That  was  to  'play  safe'  and 
that  policy  was  consistently  followed  until  there  was  reason- 
able certainty  that  work  would  shortly  be  resumed. 

"Although  the  miners'  strike  was  settled  in  mid-December, 
1919,  only  fair  production  matrialized  in  the  winter  months  of 
January,  February  and  March,  1920.  It  was  not  sufficient  to 
accomplish  more  than  current  protection  for  the  country,  and 
gave  no  opportunity  to  build  up  the  greatly  depleted  stocks. 

"Federal  control  of  railroads  terminated  February  29,  1920, 
and  private  operation  in  March  showed  progress  in  improved 
bituminous  production.  But  in  the  first  week  of  April  began 
the  outlaw  strikes  of  the  switchmen.  Again  production  dropped 
to  exceedingly  low  figures,  and  low  marks  continued  for  many 
weeks.  Net  ownership  of  coal  cars  by  our  railroads  had  not 
increased  during  Federal  control  and  the  "bad  orders"  were 
excessive.  The  small  stocks,  estimated  by  the  Geological  Sur- 
vey as  24,000,000  tons  March  1,  and  the  extraordinary  disloca- 
tion of  coal  cars  throughout  the  country,  a  result  of  the  heavy 
movement  of  eastern  cars  west  during  the  strike,  made  matters 
worse.  Car  shortage  figures  at  the  mines  leaped  to  extraordi- 
nary heights. 

"Profiting  by  our  experience  during  the  war,  the  Congress 
in  enacting  the  transportation  act,  made  provision  that  en- 
abled the  Interstate  Commerce  Commission  to  assist  materially 
in  meeting  the  situation.  Under  this  legislation  the  Commis- 
sion, whenever  in  its  opinion  an  emergency  exists,  may  author- 
ize some  departure  from  the  cardinal  principles  of  just,  reason- 
able, and  not  unluly  discriminatory  practices  in  our  scheme  of 
transportation.  Immediately  upon  the  representation  by  the 
railroads  that  such  an  emergency  as  the  statute  contemplated 
did  in  fact  exist,  the  Commission  took  active  and  energetic 
steps  calculated  to  remedy  the  situation.  First  was  an  order 
relieving  the  railroads  from  the  necessity  of  following  shipper's 
routing,  and  simultaneously  came  a  series  of  car  relocation  or- 
ders to  bring  back  from  the  west  to  the  coal  mining  territory 
of  the  east  thousands  of  empty  coal  cars.  Subsequently,  for 
the  further  relief  of  the  coal  situation,  the  Commission  specific- 
ally authorized  preferential  utilization  of  coal  cars  for  coal  load- 
ing. Additional  emergency  service  orders  resulted  in  the  rein- 
statement of  war  time  measures  requiring  the  pooling  of  coal 
moving  to  Lake  Erie  and  Tidewater  ports  for  transshipment  by 
vessel  beyond,  thereby  avoiding  car  and  vessel  detention.  Still1 
further,  in  order  to  assure  the  territory  beyond  the  Great  Lakes 
and  the  people  of  New  England  of  adequate  coal  supplies  for 
the  coming  winter,  specific  preferences  were  set  up  for  their 
benefit. 

"All  these  measures  did,  to  be  sure,  discriminate  to  a  cer- 
tain extent  against  other  industry,  but  the  discrimination  was 
only  what  Congress  contemplated  in  authorizing  the  Commis- 
sion to  take  action  of  this  sort  to  cope  with  emergencies.  Much 
as  it  is  to  be  regretted  that  other  industry  had  to  suffer,  there- 
satisfaction  in  the  thought  that  the  programs  laid  down 
have  all  been  fully  completed,  and  there  is  every  indication  that 
the  coal  situation  in  the  country  as  a  whole  is  in  a  safe  condi- 
tion for  this  winter. 

"In   the   rather   harsh    experience   of   the   past   four   years 
there  are  these  signs  for  the  future. 

The  bituminous  coal  mining  industry  is  developed 
^beyond  the   present   or   immediate   future   demands   of   our 
lomestic  and  foreign  trade  in  bituminous  coal 

Our  railroad  facilities  are  probably  adequate  to- 

rtth   M     r ?   f  0«  necessary  annual  bituminous  output  produced 

fair  uniformity  of  rate  throughout  the  year  and  will  cer- 

tfes  is  completed  "  post"war  rehabilitation  of  the  proper- 

"Third.     Our  railroad  facilities  are  not,  and  without   great 
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r  ot  investment  never  can  be,  adequate  to  handle  cum-inh 
inn-  in.,  :arv  l>ii inninous  coal  production  when  obtained  by 
w.-rkly  peaks  of  13,000,000  tons  and  valleys  of  7,600,000  tons  in 
a  twelve  month  period,  as  has  been  the  case  these  past  two 
years. 

"Fourth.  While  the  powers  of  the  Interstate  Commerce 
Commission  are  sufficient  to  force  transportation  for  such  ex- 
tremes of  production,  the  exercise  of  such  powers  necessarily 
Involves  discrimination  against  other  traffic  and  should  be 
avoided  if  at  all  possible. 

"Fifth.  While  our  present  railroad  regulation  can  force 
production,  It  can  control  distribution  but  slightly,  and  prices 
not  at  all. 

"Sixth.  Extreme  variation  in  rates  of  production  not  only 
unduly  bunions  the  transportation  machine,  but  invites  further 
over-development  of  mining,  with  the  consequence  of  greater 
irregularity  in  miners'  working  time. 

"Seventh.  So  long  as  regulatory  power  exists  to  force  coal 
production  at  the  expense  of  other  industry,  similar  power 
should  exist  to  compel  proper  distribution  of  such  production, 
.should  necessity  therefor  arise. 

hth.     Provision   should   be  made,   by  additional  legisla- 
tion  if  necessary,  for  the  securing  and  compilation  by  proper 

•  Tiimental  authority,  of  current  and  complete  statistics  of 
production,  distribution,  consumption,  and  stocks,  of  bituminous 
coal. 

"To  conclude,  let  it  be  kept  in  mind  that  production,  trans- 
portation, distribution,  and  consumption,  are  the  four  big  factors 
in  the  bituminous  coal  industry,  and  should  be  reasonably  well 
balanced.  Of  course,  such  disturbances  as  war  and  nation-wide 
strikes  constitute  emergencies  which  require  corresponding 
treatment.  But  under  ordinary  conditions  proper  co-ordination 
of  these  four  big  factors  is  possible  and  the  result  should  be 
better  conditions  of  mining  and  railroading,  lower  costs  of  pro- 
duction and  transportation,  and  better  prices  and  distribution 
to  the  consumer.  These  are  the  ends  toward  which  we  should 
aim." 


TO  FIX  PRICE  OF  COAL 

The  Traffic   World   Washington  Bureau 

Senator  Nelson  of  Minnesota  submitted  to  the  Senate  De- 
cember 23  a  petition  from  the  city  council  of  Duluth,  Minn., 
praying  for  the  enactment  of  legislation  for  governmental  super- 
vision of  the  coal  industry  through  the  Interstate  Commerce 
Commission.  It  was  referred  to  the  Senate  committee  on  in- 
terstate commerce.  A  bill  providing  for  such  regulation  is  pend- 
ing before  the  House  committee  on  interstate  and  foreign  com- 
merce. Under  it  the  Commission  would  practically  flx  the  price 
of  coal. 


COAL  PRODUCTION  REPORT 

The  Traffic   World   Washington  Bureau 

The  total  output  of  bituminous  coal  for  the  week  ending 
December  18  is  estimated  at  12,184,000  net  tons,  a  decrease  of 
669,000  tons,  or  5  per  cent,  as  compared  with  the  preceding 
week,  in  the  weekly  report  by  the  Geological  Survey,  Depart- 
ment of  the  Interior,  under  date  of  December  27.  A  miners' 
election  caused  the  decrease,  the  report  states.  The  produc- 
tion for  1920  up  to  the  week  ending  December  11  was  537,555,000 
tons,  or  more  than  1,000,000  tons  in  excess  of  1917. 

Lack  of  orders  as  a  factor  limiting  production  has  now  ap- 
peared in  all  districts  west  of  the  Mississippi,  particularly  in 
the  Rocky  Mountain  region,  and  has  even  penetrated  as  far 
east  as  the  Appalachians,  the  report  says.  The  market  east  of 
the  Mississippi,  however,  was  up  to  the  week  ending  December 
11  able  to  absorb  about  all  the  coal  produced,  the  report  shows. 

"East  of  the  Mississippi,"  the  report  continues,  "(except  for 
the  Southern  Appalachians)  the  mines  continue  to  report  short- 
age of  cars  and  transportation  disability.  The  number  of  cars 
furnished  by  the  railroads  compares  favorably  with  the  best 
performance  of  the  war  years,  but  is  still  short  of  the  number 
requisitioned  by  the  mines. 

"This  is  simply  another  way  of  saying  that  mine  capacity 
is  greatly  in  excess  of  transportation  capacity,  and  that  when 
the  demand  is  sufficiently  active,  the  mines  ask  for  more  cars 
than  can  possibly  be  supplied.  In  certain  regions,  however,  the 
car  supply  is  very  inadequate.  Chief  among  them  are  the 
Somerset-Cumberland-Piedmont  region,  the  fields  of  West  Vir- 
ginia, both  northern  and  southern,  and  most  of  the  state  of 
Kentucky.  On  the  whole  there  was  a  general  improvement  in 
car  supply  during  the  week  of  December  11.  The  average  loss 
attributed  to  all  forms  of  transportation  disability  declined  from 
19.7  to  18.5  per  cent. 

"While  the  car  supply  was  less  adequate  hi  Ohio  and  west- 
ern Pennsylvania,  northern  West  Virginia,  and  the  Pocahontas 
field,  a  decided  improvement  was  effected  in  central  Pennsyl- 
vania, Westmoreland  and  Somerset  counties,  Pennsylvania,  the 
New  River  field,  the  high  volatile  fields  of  southern  West  Vir- 
ginia and  northeastern  Kentucky.  In  Illinois  and  Indiana  the 
situation  underwent  no  change. 


of  the  Mississippi  the  car  supply  was  favorable.  Tin- 
only  districts  to  report  a  transportation  loss  of  10  per  cent  or 
over  were  Colorado  and  Oklahoma. 

"Final  data  on  the  tonnage  of  bituminous  .coal  dumped  over 
Lake  Erie  piers  during  the  season  of  1920  show  a  total  of  23.- 
667,138  net  tons,  consisting  of  22,408,355  tons  of  cargo  coal  and 
1,258,783  tons  of  vessel  fuel.  Compared  with  1919,  the  total 
showed  an  increase  of  916,746  tons,  and  with  1918  a  decrease  of 
5,721,104  tons.  The  tonnage  was  distributed  between  the  dif- 
ferent ports  in  practically  the  same  proportion  as  during  the 
preceding  years,  with  the  exception  of  Fairport,  at  which  city  no 
coal  for  lake  shipment  was  reported.  It  is  of  interest  to  note 
that  coal  for  vessel  fuel  in  1920  was  5.3  per  cent  of  the  total, 
while  in  1918,  when  5,721,104  tons  more  were  dumped,  the  per- 
centage of  vessel  fuel  was  only  4.2  per  cent. 

"The  season  of  1920  at  the  head  of  the  lakes  comes  to  an 
end  on  December  13.  Statements  from  the  United  States  En- 
gineer Office  show  that  receipts  at  Duluth-Superior  Harbor 
from  the  first  of  December  to  the  closing  date  were  366,789 
tons  of  bituminous  coal  and  43,717  tons  of  anthracite.  The  total 
tonnage  unloaded  during  the  season  was  7,393,219  tons  of  bitumi- 
nous coal  and  1,637,477  tons  of  anthracite. 

"Receipts  of  anthracite  were  less  than  during  either  of 
the  two  preceding  years,  but  receipts  of  bituminous,  while  24 
per  cent  less  than  in  1918,  were  4  per  cent  greater  than  in  1919. 
Compared  with  the  yearly  average  of  the  five  years,  1915-1919, 
total  receipts  of  all  coal  in  1920  were  about  8  per  cent  behind. 

"Movement  to  tide  decreased  in  volume  during  the  week 
ended  December  19.  For  the  first  time  since  last  July,  when  the 
present  series  of  weekly  reports  on  dumpings  over  tidewater 
piers  was  begun,  less  than  a  million  tons  were  handled.  Ex- 
ports decreased  nearly  22  per  cent  below  the  figure  for  the  pre- 
ceding week.  In  the  steady  decline  which  commenced  during 
the  third  week  of  October,  exports  have  reached  a  total  which 
is  only  43  per  cent  of  the  record  for  the  year,  of  683,000  tons, 
dumped  during  the  week  ended  October  17.  Shipments  to  New 
England  fell  oft  12  per  cent,  amounting  to  only  198,000  tons. 

"Recovering  from  the  slump  of  the  preceding  week,  the  all- 
rail  movement  to  New  England  during  the  week  of  December 
18  was  more  than  equal  to  that  of  the  week  ended  December  4. 
Reports  furnished  to  the  American  Railroad  Association  show 
that  5,222  cars  of  bituminous  coal  were  forwarded  through  the 
five  rail  gateways,  Harlem  River,  Maybrook,  Albany,  Rotterdam, 
and  Mechanicsville.  At  this  time  last  year  shipments  were  at 
a  very  low  ebb  because  of  the  strike  of  bituminous  mine  work- 
ers. In  the  corresponding  week  of  1918  the  total  was  2,643  cars." 


CUSHING'S  COAL  TESTIMONY 

The  Traffic   World   Washington  Bureau 

A  remark  made  by  George  H.  Gushing,  managing  director  of 
the  American  Wholesale  Coal  Association,  before  the  Senate 
Committee  on  reconstruction,  December  21,  to  the  effect  that 
officials  of  the  United  States  government  participated  in  the  big 
profits  derived  from  the  sale  of  coal  in  recent  months,  caused 
the  committee  to  go  into  executive  session  with  Mr.  Gushing  for 
the  purpose  of  getting  the  names  of  such  officials  if  possible. 

Gushing,  in  the  open  session,  reiterated  statements  made  re- 
cently by  him  and  published  in  The  Traffic  World  concerning  the 
production  and  transportation  of  coal,  declaring  "we  had  more 
than  enough  railroad  facilities  to  carry  this  coal  and  other 
freight."  Discussing  the  observance  of  contracts,  as  affected  by 
action  taken  by  the  Interstate  Commerce  Commission,  and  rail- 
road performance,  Gushing  said: 

"In  a  broad  way,  the  customary  observance  of  contracts  has 
been  made  impossible.  Contracts  were,  in  the  main,  made  in  or 
before  April.  Subsequent  to  their  being  signed,  the  Interstate 
Commerce  Commission  allowed  the  railroads  to  get  their  coal 
supply  through  'assigned  cars."  Those  'assigned  car  orders' 
meant,  in  plain  English,  that  if  the  coal  mine  wanted  to  run 
— wanted  to  get  cars— it  must  sell  to  the  railroads.  The  mines 
wanted  to  run.  They  sold  to  the  railroads.  The  railroads  sent 
in  the  cars  which  were  to  be  loaded  with  their  own  fuel  only. 
Such  mines  naturally  had  to  cancel  the  commercial  contracts 
previously  signed. 

"Later,  'assigned  cars'  were  similarly  given  to  the  public 
utilities.  This  forced  the  cancellation  of  other  commercial 
contracts. 

"Finally,  the  coal  mines  were  ordered  to  ship  a  certain  per- 
centage of  their  coal — after  satisfying  the  'assigned  car  orders' 
— into  the  pools  which  had  been  created  at  tidewater  and  the 
lake  ports.  This  amounted  to  a  virtual  order  to  the  coal  mines 
to  annul  contracts  in  other  directions.  For  these  various 
reasons,  contracts  were  not  worth  the  paper  on  which  they  were 
written.  Indeed,  Commissioner  Potter  of  the  Interstate  Com- 
merce Commission  said  in  a  public  hearing  on  August  30,  that 
the  service  orders  of  the  Commission  were  designed  to  compel 
the  cancellation  of  contracts  in  one  direction  in  order  to  free 
coal  for  sale  in  others. 

"In  the  main,  railroad  tonnage  figures  are  collected  accord- 
ing to  so  many  different  theories  that,  in  the  hands  of  unskilled 
persons,  they  are  of  doubtful  value.  The  only  general  state- 
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ment  which  can  be  ventured  about  railroad  performance  is. 
The  railroads  had.  in  1918.  carried  the  business  of  the  country 
plus  the  war  munitions,  the  troops  and  the  extraordinary  travel 
of  that  time.  It  was  to  be  expected  that  when  they  were  freed 
from  the  war  load,  they  could  still  carry  the  ordinary  business 
of  the  country  plus  a  part  of  the  things  the  transportation  of 
which  had  been  suspended  during  the  war— building  material, 
road-building  material,  and  the  like. 

"The  fact  that  prices  on  all  commodities  are,  and  have  been 
for  several  months,  falling  steadily,  indicates  that  the  railroads 
have  been  carrying  goods  faster  than  the  market  could  or  can  now 
absorb  them.  In  a  word,  producers  are  now  able  to  compete  at 
the  market  rather  than  at  the  point  of  production.  The  inevit- 
able result  is  that  prices  are  declining.  This  can  only  mean  that 
transportation  is  now  greater  than  the  immediate  needs  of  the 
country.  It  has  been  so  since  about  August  1." 


COAL  PRIORITY  ORDERS 

The  Traffic   World   Washington  Bureau 

That  the  National  Coal  Association  assisted  in  "drafting 
some  of  the  priority  car-service  orders  of  the  Interstate  Com- 
merce Commission  which  have  relieved  its  members  of  con- 
tractual obligations,"  was  declared  by  Senator  Calder  of  New 
York  In  a  speech  in  the  Senate,  December  23,  in  which  he  re- 
viewed the  work  of  the  Senate  committee  on  reconstruction. 
Senator  Calder  did  not  name  the  National  Coal  Association,  but 
clearly  indicated  that  that  was  the  organization  he  was  talking 
about.  The  committee  had  just  concluded  hearing  testimony 
regarding  the  activities  of  the  association. 

To  those  familiar  with  what  took  place  at  the  conferences 
in  the  summer  with  respect  to  the  coal  situation  it  was  known 
that  the  service  orders  (or  at  least  some  of  them)  of  the  Com- 
mission grew  out  of  recommendations  made  by  representatives 
of  the  National  Coal  Association,  the  railroads,  and  also  repre- 
sentatives of  the  Commission. 

"The  committee  now  knows  the  cost  of  bituminous  coal  at 
the  mines  of  the  respective  producers,"  Senator  Calder  said; 
"It  knows  the  names  of  the  producers  and  the  amounts  at  which 
they  have  sold  their  coal;  it  knows  something  of  the  activities 
of  one  of  the  great  coal  associations  which  during  the  past 
three  years  has  spent  nearly  a  million  dollars,  has  collected 
from  its  members  nearly  a  million  and  a  quarter,  and  is  now 
collecting  at  the  rate  of  nearly  a  half  million  dollars  annually. 
This  association  during  the  past  summer  has  been  trying  to 
ally  itself  with  wholesalers  and  retailers  and  anthracite  pro- 
ducers, in  order  to  present  a  united  front  to  influence  the 
making  and  administration  of  the  federal  laws.  It  has  assisted 
in  drafting  some  of  the  priority  car-service  orders  of  the  Inter- 
state Commerce  Commission  which  have  relieved  its  members 
of  contractual  obligations.  It  is  every  ready  to  supply  volum- 
inous information  upon  the  questions  which  are  to  the  interest 
of  Its  membership,  but  seems  reluctant  to  supply  simple  and 
essential  information  which  may  be  to  their  disadvantage.  Its 
membership  have  dictated  to  the  United  States  Geological  Sur- 
vey as  to  the  form  in  which  the  basic  figures  should  be  com- 
piled. It  has  spent  in  lawyers'  fees  alone  during  the  past  nine 
months  over  $100,000.  Its  officers  have  held  forth  to  this  com- 
mittee promising  assurances  of  reductions  in  prices  of  bitumi- 
nous coal  since  last  July.  Nevertheless,  profiteering  has  con- 
tinued and  propaganda  has  been  issued  shifting  responsibility  to 
others;  indeed,  this  association  is  so  powerful  that  its  president 
has  been  sought  by  the  War  Department  as  a  procurer  of 
bituminous  coal  at  a  commission  of  50  cents  a  ton. 

"During  the  period  from  July  to  November  the  War  Depart- 
ment purchased  some  2,000,000  tons  at  figures  as  high  as  $13 
at  the  mine.  The  total  tonnage  purchased  by  the  War  Depart- 
ment during  this  period  is  according  to  figures  furnished  the 
committee.  The  average  cost  of  mining  this  coal  was  probably 
about  $3.  The  average  price  to  the  War  Department  of  this 
coal  at  the  mine  was  about  $7  per  ton,  so  that  the  department 
paid  about  $8.000.000  over  the  cost  of  producing  the  coal. 

"May  I  call  the  attention  of  the  Senate  to  a  situation  that 

has  caused .  considerable  trouble  during  the  past  six  months? 

That  Is  the  Issuance  of  priority  orders  by  the  Interstate  Com- 

mrrrp  Commission  for  the  transportation  of  coal.    These  were 

Issued  with  the  best  of  Intentions,  but  did  much  harm    par- 

r  to  the  building  industry.    While  the  movement  of  fuel 

Important,   the   Interstate   Commerce   Commission   acted    it 

I  to  the  committee,  many  times  without  full  information 

ras  most  unwise  and  most  damaging  to  industry  to  have  ex 

lers  Issued  for  the  movement  of  coal,  without  oppor- 

men  In  other  lines  to  present  their  side  of  the  case  to 

nmlnnlon.    The  committee  would  direct  the  attention  of 

?enatf  committee  on  Interstate  commerce  to  this  matter 

'  to  amendment  of  the  transportation  act,  in  order 

thf  Humane*  of  Ill-advised  ex  parte  orders.    These  pri- 


however  that  transportation  facilities  have  now  improved  to. 
such  an  extent  that  the  priority  orders  will  be  unnecessary 
during  the  coming  year." 

Senator  Calder,  discussing  the  question  of  coal  having  beea 
held  for  higher  prices,  quoted  the  following  from  the  testimony 
of  Commissioner  Aitchison  before  the  committee  in  New  York 
several  months  ago,  the  testimony  being  in  response  to  the 
question,  "Has  it  ever  been  suggested  that  coal  was  being  held 
for  higher  prices  or  speculation?" 

I  have  not  any  doubt  of  it.  There  has  been  the  greatest  crossing, 
of  orders  double-crossing  or  orders,  and  double-crossing  of  consignees 
and  those  that  have  had  contracts  for  the  last  90  days  that  I  have 
ever  known  about  in  my  business  experience.  That  is  abundantly 
established  We  have  moved  coal.  It  has  been  moved  and  delivered 
in  such  quantities  that  there  ought  not  to  be  any  occasion  for  panic. 
But  there  has  been  the  excuse  of  car  shortage  and  the  excuse  of 
labor  trouble.  The  result  has  been  that  certain  unscrupulous  mine 
owners  I  have  no  doubt,  and  certain  brokers  who  have  contracts 
with  the  railroads,  with  construction  companies  of  one  kind  or  an- 
other with  industries,  with  wholesalers  and  with  retailers  of  coal  that 
have  deliberately  withheld  the  fulfilling  of  their  contracts  in  order  that 
they  might  have  coal  for  the  market. 

"That  was  the  statement  of  a  member  of  the  Interstate 
Commerce  Commission  appearing  as  a  witness  before  our  com- 
mittee," said  Senator  Calder.  "Coal  has  been  so  difficult  ta 
obtain  that  the  government  itself  has  been  obliged  to  pay  com- 
missions ranging  as  high  as  50  cents  per  ton,  one  gentleman 
alone  receiving  some  $75,000  simply  for  acting  as  an  agent  for 
the  War  Department  in  connection  with  such  purchases." 

In  reply  to  a  question,  Calder  said  the  man  to  whom  he 
referred  was  Col.  Wentz,  president  of  the  National  Coal  Asso- 
ciation, adding:  "It  appears  that  he  was  invited  by  the  War 
Department  to  purchase  for  them  not  exceeding  275,000  tons  of 
coal,  and  merely  for  acting  as  the  agent  for  the  War  Depart- 
ment he  was  to  be  paid  $137,000.  The  evidence  before  the  com- 
mittee indicated  that  he  had  already  procured  for  the  govern- 
ment while  acting  as  its  agent  150,000  tons  of  coal,  involving 
a  commission  or  agency  fee  to  him  of  $75,000." 

"Am  I  correctly  advised  that  this  gentleman  was  himself 
at  the  head  of  a  certain  corporation  which  was  selling  coal  at 
probably  $4  a  ton  or  thereabout  to  private  parties;  that  he  went 
out  and  bought  coal  for  the  War  Department  at  $11  a  ton  and 
got  a  commission  of  50  cents  a  ton  thereon?"  asked  Senator 
Pomerene  of  Ohio.  "Is  that  correct?" 

"It  is  substantially  correct,  but  the  evidence  before  the 
committee  indicated  that  Col.  Wentz's  mine  in  West  Virginia, 
the  Stonega  mine,  was  selling  coal  for  $3.50  per  ton,  or  perhaps 
$3.75  a  ton,  and  that,  acting  as  the  agent  for  the  government 
he  sold  coal  to  the  War  Department  at  $11  a  ton,"  said  Senator 
Calder.  "I  inquired  of  Col.  Wentz  if  he  sold  any  of  his  $3.5» 
coal  to  the  government.  He  said  he  did  not,  but  that  he  sold 
other  people's  coal  to  the  government  at  $11  per  ton,  out  of 
which  he  made  a  commission  or  an  agency  fee  of  50  cents." 

"Has  the  senator,  individually,  or  has  his  committee,  been 
able  to  reconcile  that  course  of  conduct  with  the  principles  of 
common  honesty  which  ought  to  regulate  the  relations  which 
exist  between  a  man  who  is  dealing  with  the  government  and 
the  government?"  asked  Senator  Pomerene. 

"I  was  quite  shocked  at  the  disclosure,"  said  Senator  Calder, 
"and  stated  at  the  hearing  that  the  American  people  never 
would  agree  that  a  transaction  was  perfectly  legitimate  whereby 
a  coal  operator  who  sold  coal  for  $3.50  a  ton  to  his  private 
customers  should,  while  representing  the  government,  obtain 
coal  for  it  at  $11  a  ton.  His  answer  was  that  he  had  no  coal 
to  sell  at  that  time,  but  that  the  government  had  sent  him  out 
to  buy  coal  in  the  market  for  it,  and  that  he  did  buy  some  coal 
for  the  government  at  as  high  a  price  as  $11  a  ton." 

Senator  Kenyon  of  Iowa  asked  Senator  Pomerene  the  fol- 
lowing question:  "Being  a  member  of  the  committee  which 
made  this  investigation,  I  am  interested  in  the  inquiry  of  the 
senator  from  Ohio.  Does  he  think  that  it  is  the  duty  of  the 
committee  to  reconcile  with  the  principles  of  common  honesty 
the  operations  of  many  of  the  coal  operators  in  this  country? 
If  he  does  I  wish  to  retire  from  the  committee." 

"I  am  frank  to  say  that  when  I  asked  the  question,"  said 
Senator  Pomerene,  "with  all  the  respect  that  I  have  for  the 
great  ability  of  the  committee,  I  did  not  believe  they  would  be 
able  to  do  it.  I  simply  desire  to  observe — and  I  am  assuming 
when  I  make  the  statement  that  the  facts  are  fully  before  the 
committee,  and  I  base  my  statement  upon  that  assumption— 
that  I  think  the  facts  should  be  referred  to  the  Department  of 
Justice,  if  this  man  is  a  civilian,  for  their  investigation;  and 
he  was  in  the  War  Department  it  ought  to  be  referred  to 
that  department,  with  a  view  to  court-martialing  him." 

Explaining    who    "Col.   Wentz"   is,    Senator    Calder    said: 

The  senator  from   Ohio  is  referring  to  and,  of  course,  has  in 

ilnd   Col.  Wentz.     Col.  Wentz  is   not  now  in  the   service;    he 

is  not  a  regular  army  officer,  but  is  the  president  of  the  National 

,oal  Association.    He  has  not   been  in  the   service   for  some 

ne,  nor  did  he  arrange  for  this  agency  fee  while  he  was  in 

my.    Col.  Wentz  is  a  coal  operator,  and  is  also  a  whole- 

le  coal  dealer.    Not  as  an  operator  selling  coal   at   $3.50   a 

a.  wholesale  coal  dealer,  selling  coal  at  the  market 

ce,  he  arranged  this  matter  for  the  War  Department,  as  he 
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says,  at  its  request.  I  have  no  reason  to  doubt  him.  He  said 
at  the  request  of  the  War  Department  he  went  out  and  bought 
the  coal  at  prices  not  exceeding  $11  a  ton,  receiving  a  fee  of 
60  cents  for  doing  that  for  the  War  Department. 

"The  outstanding  fact  of  the  committee's  Investigations 
seems  to  be  that  the  coal  interests  themselves  have  taken  the 
matters  In  hand  during  the  past  season,  have  Influenced  the 
Issuance  of  priority  car-service  orders  and  other  federal  action, 
and  that  the  public  has  lost,  while  those  engaged  in  the  coal 
industry  have  made  inordinate  and  extraordinary  profits,"  said 
Senator  Calder  in  conclusion.  "Many  of  the  bituminous  coal 
operators  have  set  a  most  unfortunate  moral  example  to  the 
industry  of  the  country  during  a  period  in  which  there  should 
have  been  moral  reconstruction  as  well  as  physical  reconstruc- 
tion." 

No  preparation  has  been  made  by  the  Commission  or  by 
any  commissioner  to  present  to  the  Calder  committee  the  facts 
about  the  service  orders,  especially  No.  10,  which  the  National 
Coal  Association  claims  to  have  written.  There  is  a  mass  of 
printed  and  typewritten  material  on  the  point  which  the  Com- 
mission could  send  to  the  committee  without  any  trouble.  The 
order  was  put  out  only  after  a  week  of  the  most  strenuous 
consultation  between  the  mine  operators,  the  railroads  and  the 
prospective  consumers  of  coal  in  the  northwest,  whose  repre- 
sentative, W.  F.  McGee,  when  the  tentative  draft  of  the  order 
was  shown  to  him,  said  that  he  was  not  interested  in  how  the 
supply  of  coal  was  procured.  He  said  he  was  only  interested 
in  getting  4,000  cars  of  coal  a  day  dumped  at  the  lower  lake 
ports  and  transferred  thence  to  the  upper  lake  docks,  for  a 
period  of  100  days. 

At  the  time  this  was  written,  the  Calder  committee's  pro- 
gram was  uncertain.  It  did  not  at  that  time  appear  that  there 
was  any  intention  on  the  part  of  the  committee  to  call  on  the 
Commission  or  on  the  members  of  division  5  for  any  light  on 
the  subject  of  Service  No.  10.  That  is  the  one  for  which  J. 
D.  A.  Morrow,  vice-president  of  the  National  Coal  Association, 
in  a  letter  to  members  of  the  association,  claimed  the  credit 
of  preparing. 

Whether  the  committee  will  ask  for  the  records  of  the  Com- 
mission on  that  point  is  not  known.  That  the  National  Coal 
Association  made  suggestions  as  to  how  4,000  cars  of  coal  a  day 
might  be  ordered  to  the  lower  lake  ports  is  a  matter  of  record 
before  the  Calder  committee,  in  the  form  of  a  letter  consisting 
of  about  seventy  pages  of  printed  matter,  written  by  J.  P.  McGee, 
state  fuel  administrator  for  Minnesota,  at  the  request  of  Frank- 
lin T.  Miller,  assistant  to  the  committee.  His  letter  reads  like 
a  complaint,  not  that  the  Commission  issued  Service  No.  10,  but 
that,  the  railroads  fell  down,  time  and  again,  in  the  program 
calling  for  the  delivery  of  4,000  cars,  and  that  the  Commission 
had  to  make  its  order  more  drastic  so  that  the  northwest  would 
not  suffer  this  winter  by  reason  of  a  lack  of  coal. 

At  one  point  in  his  letter,  the  Minnesota  fuel  administrator 
gave  credit  to  Mr.  Groverman,  of  the  Northwestern  Dock  Oper- 
ators' Association,  for  the  idea  embodied  in  Service  Order  No.  10. 

To  Commissioner  Potter,  of  division  No.  5,  is  given  the 
credit  by  Mr.  McGee  for  efforts  to  see  that  the  proposed  service 
order  intended  to  give  the  northwest  coal  would  be  such 
that  the  end  sought  would  be  accomplished.  At  the  end  of 
a  public  hearing  on  Service  Order  No.  5,  the  one  the 
Commission  first  put  out  to  relieve  the  fears  of  the  north- 
west, Mr.  McGee  said  a  tentative  order  was  proposed  based  on 
a  plan  worked  out  by  the  railroads  and  the  coal  operators,  for 
the  relief  of  the  northwest.  The  program  had  been  worked 
out,  he  said,  by  a  committee  of  operators  headed  by  D.  B.  Wentz 
and  a  committee  of  railroad  presidents  headed  by  Daniel  Willard. 

The  hearing  on  Service  Order  No.  5,  which  had  failed  to 
give  coal  to  the  northwest,  began  on  July  7  and  continued  until 
late  on  July  10,  a  Saturday.  Then  the  coal  committee  and  the 
railroads  worked  on  their  plan  until  July  19.  Late  on  the  after- 
noon of  that  day,  according  to  Mr.  McGee,  the  tentative  order, 
satisfactory  to  the  coal  operators  and  to  the  railroads,  was  pre- 
sented to  division  No.  5.  Mr.  McGee  said  there  was  more  or 
less  discussion  about  the  proposed  order,  at  the  conclusion  of 
which  Commissioner  Potter  asked  the  railroads  if  they  had 
carefully  considered  the  plan  and  if  they  could  carry  it  out. 
Mr.  Willard,  for  the  railroads,  said  they  had  and  that  the  rail- 
roads would  be  able  to  carry  out  the  program  and  the  order 
based  thereon.  Commissioner  Potter  asked  Mr.  Wentz  the  same 
questions  and  Wentz  gave  a  similar  answer.  The  same  ques- 
tions were  put  to  Mr.  McGee.  His  answer  was  that  he  had  not 
helped  frame  the  program,  but  that  if  it  would  give  the  north- 
west 4,000  cars  a  day  for  100  days,  the  result  would  be  satis- 
factory. He  was  interested,  he  said,  only  in  getting  coal. 

Twenty-four  hours  after  the  consignor,  the  carrier  and  the 
consignee  had  assented  to  the  program  and  order,  the  Commis- 
sion issued  Service  Order  No.  10.  The  tentative  order  con- 
sisted of  a  little  more  than  a  long  page  of  typewriting.  The 
Commission's  order  consists  of  more  than  three  typewritten 
pages. 

The  service  order,  intended  to  be  operative  for  100  days, 
was  indefinitely  suspended  at  the  end  of  82  days,  because 
the  northwest  did  not  want  any  more  coal.  Mr.  McGee  had 


complained  frequently  that  the  order  was  not  being  executed,  and 
that  the  railroads  were  continually  falling  down,  their  failure  to 
live  up  to  the  program  amounting  to  600  cars  a  day,  while  the 
order  was  operative,  and  more  than  800  care  after  It  wan  SUB- 
pended. 

Volunteer  defenders  of  the  Commission's  course  In  the  mat- 
ter of  service  orders  have  called  attention  to  the  fact  that  It  is 
not  unknown  for  lawyers  and  lobbyists,  in  writing  to  their 
clients,  to  show  how  easy  it  is  for  them  to  "control"  cabinet 
officers,  and  other  officials  of  the  government,  and  that  there  IB 
a  similarity  between  the  Morrow  letter  about  the  lake  cargo 
service  order  and  the  self-serving  declarations  of  attorneys  and 
other  representatives  In  Washington  of  outside  interests.  Atten- 
tion has  also  been  called  to  the  fact  that  the  tentative  order,  as 
submitted  by  the  coal  operators  and  the  railroads  to  division 
No.  5  on  July  19,  and  the  order  as  issued  by  the  Commission 
twenty-four  hours  later,  have  not  been  placed  before  the  com- 
mittee in  form  for  easy  comparison  to  determine  whether  the 
Commission,  without  checking,  accepted  and  issued  the  order 
as  suggested  by  those  who  would  have  to  furnish  the  coal,  and 
those  who  would  have  to  carry  It. 

Another  suggestion  in  the  discussion  caused  by  the  state- 
ments before  the  Calder  committee  is  that  the  representative 
of  the  consumers  in  the  northwest,  by  inference,  complained 
against  the  Commission  because  it  had  not  made  its  order 
drastic  enough  to  provide  the  4,000  cars  per  day,  while  the 
objections  of  Senator  Calder,  and  representatives  of  the  road 
and  building  material  industries,  were  to  the  issuance  of  such 
drastic  orders  as  were  put  out. 

An  indirect  result  of  the  Commission's  priority  orders,  it 
is  believed,  was  shown  in  a  cable  message  sent  by  Consul-Gen- 
eral Skinner  at  London  to  the  Department  of  Commerce  De- 
cember 27.  He  wired: 

The  flump  in  freight  rates  continues,  many  vessels  being  laid  up 
because  it  is  impossible  to  meet  the  costs  of  operation  Cardiff  re- 
ported rates  for  coal  exports  below  actual  costs,  many  colliers  being 
idle  and  crews  discharged.  Congestion  continues  at  Cardiff,  thirty 
vessels  awaiting  docks.  Edinburgh  reported  coal  exports  normal 
much  unemployment  among  seamen,  dockers  and  shipbuilders  Man- 
chester reported  unemployment  among  dock  laborers.  Bunkers  are 
again  available  at  Newcastle,  but  tugboat  strike  continues  hampering 
vessel  movements.  Unemployment  exists  among  dockers  and  shin- 
builders  at  Southampton. 

The  service  orders  of  the  Commission  sent  to  tidewater 
ports  as  much  coal  as  governors  of  New  England  states  said 
should  be  sent  there  to  save  New  England  from  disaster.  Not 
all  of  it,  however,  got  to  New  England.  Buyers  for  export  bid 
up  the  prices  so  high  that  the  New  England  people  went  out 
of  the  market.  While  the  exports  from  the  United  States  were 
insignificant  in  comparison  with  the  total  of  coal  produced,  the 
shipments  amounted  to  2,000,000  tons  a  month  for  a  number  of 
months.  That  amount,  it  is  inferred  from  the  consul-general's 
cable,  was  sufficient  to  meet  the  demand  in  Europe  to  such  an 
extent  that  European  buyers  are  now  offering  prices  for  British 
coal  that  will  not  pay  the  cost  of  transporting  it.  Difficulties 
caused  by  disarranged  exchange,  it  is  admitted,  may  have  had 
an  effect  on  the  market;  but  the  supply  of  fuel  obtained  from 
the  United  States  last  summer,  it  is  believed,  is  the  largest 
factor  in  producing  the  stagnation  now  afflicting  not  only  British 
shipping,  but  American  as  well. 

As  to  whether  the  Commission  was  wise  in  issuing  priority 
orders  on  coal,  it  is  doubtful  whether  any  commissioner  will  say 
anything,  even  if  the  Calder  committee  asks  for  light  on  the 
subject  of  car  service  orders,  the  object  of  which  was  to  bring 
production  and  distribution  up  to  13,000,000  tons  a  week.  The 
most  that  probably  would  be  done  would  be  to  put  into  the  rec- 
ord the  frantic  appeals  of  governors,  mayors  and  civic  bodies 
for  priority  orders  for  coal. 

The  proceeding  which  resulted  in  the  issuance  of  a  more 
drastic  order  for  the  benefit  of  the  northwest,  was  brought 
about  by  the  complaints  of  chambers  of  commerce  in  Cleveland 
and  Akron  which  desired  priorities  for  coal  for  themselves, 
rather  than  for  the  northwest. 


RULE   FOR   COMBINATION   RATES 

The  Traffic  World  Washington  Hurts* 

Owing  to  the  inability  of  a  large  number  of  carriers  to 
comply  with  the  terms  of  the  Commission's  sixth  section  per- 
mission, No.  50938,  put  out  to  enable  them  to  put  into  operation 
the  rule  for  making  rates  by  combination,  the  Commission  has 
extended  the  time  in  which  there  may  be  compliance  from 
November  2  to  February  1.  Only  a  comparatively  few  carriers 
were  able  to  comply  with  the  original  permission  to  file  the 
rule,  on  thirty  days'  notice,  counting  time  thirty  days  from  No- 
vember 2,  All  were  supposed  to  have  their  tariffs  carrying  the 
rule  on  file  by  December  2,  but  they  were  not.  On  December 
2  some  were  still  in  default,  wherefore  the  Commission  ex- 
tended the  time  to  February  1. 

The  question  of  how  to  make  rates  on  combination,  es- 
pecially as  to  lumber,  seems  likely  to  become  the  basis  for  a 
formal  complaint  or  a  number  of  them.  Director  Hardie,  of  the 
traffic  bureau  of  the  Commission,  has  made  a  ruling  on  the 
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Lynch,  traffic  manager  for  the  Hayes  Wheel  Company,  to  which 
Director   Hardie   has    answered,    restating    and    reiterating   h.s 
views  on  the  subject.     In  his  letter  to  Director  Hardie,   Mr. 
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attention  to  Supplement  No.  8  to 
\V  I  Kelly's  Central  Freight  Association  Freight  Tariff  No.  228, 
which  became  effective  December  1,  1920.  We  are  of  the  opinion 
that  this  *unplement  was  not  issued  in  compliance  with  the 
itention  of  the  Commission,  inasmuch  as  the  reduction,  where 
the  rate  is  less  than  33%  per  cent,  was  not  reduced  in  accord- 
ance with  your  announcement  of  November  2,  as,  taking  the 
example  in  the  above  announcement,  in  which  you  advise  that 
under  the  proposed  method  of  constructing  the  combination 
lumber  rates,  the  rate  from  A.  to  C.  of  38  cents,  in  effect  Au- 
gust 25  was  to  become  49  cents,  under  the  proposed  method, 
instead 'of  50  cents,  as  of  November  30,  1920.  While  you  use 
in  your  example  Intel-territorial  factor  in  this  rate,  it  makes  it 
somewhat  confusing  in  working  out  this  example,  and  we  be- 
lieve that  a  more  explicit  example  should  be  used— i.  e.,  combi- 
nation rate  from  Southern  territory  to  Central  Freight  Asso- 
ciation territory,  or  from  Western  Classification  territory  to 
Eastern  territory. 

"We  have  constructed,  in  accordance  with  Supplement  No.  S 
to  Kelly's  Central  Freight  Association  Freight  Tariff  No.  288, 
several  rates,  and  in  practically  every  case  the  combination 
rate  exceeds  the  percentage  of  increase  proposed  in  Ex  Parte 
No  74.  and  we  are  giving  you  below  several  rates  from  Western 
and  Southern  territory  to  Eastern  group,  which  are  now  in 
effect : 

Morrison,  Tenn..  to  Jackson,  Mich.— 22c  rate  from  Morrison,  Tenn.. 
to  Cincinnati,  O..  as  published  and  in  effect  August  25,  1920,  increased 
2o  per  cent  becomes  27%c,  reduced  in  accordance  with  Supplement 
No.  8  becomes  22c.  Hate  from  Cincinnati  to  Jackson  as  published  anu 
in  effect  August  25.  1920,  is  14%c.  increased  40  per  cent  becomes  20%c, 
reduced  in  accordance  with  Supplement  No.  8  becomes  16%c.  To  the 
»um  of  the  two  factors  arrived  at  in  the  above  manner,  6%c  is  added, 
making  the  through  rate  45c. 

Urubbs  Ark.,  to  Jackson.  Mich. — Kate  in  effect  from  Grubbs  to 
Thebes  August  25.  1920.  is  12%c.  increased  35  per  cent  becomes  17c, 
reduced  in  accordance  with  Supplement  No.  8  becomes  13%c.  Thebes 
to  Jackson  rate  in  effect  August  25,  1920,  is  19%c.  increased  40  per  cent 
becomes  27%c,  reduced  in  accordance  with  Supplement  No.  8  becomes 
22c.  To  the  sum  of  the  two  factors  we  add  6%c,  making  the  through 
rate  42c.  whereas  33%c  increase  to  the  through  rate  in  effect  August 
25th  would  be  40V4c. 

It  Is  our  contention  that  the  proper  method  of  constructing 
combination  rates,  in  order  to  give  the  carriers  their  respective 
increases,  allowed  in  Ex  Parte  74,  would  be  to  reduce  the  factor 
as  published  and  in  effect  August  25,  1920,  25  per  cent.  To  the 
factor  then  obtained  add  the  percentage  of  increase  allowed  in 
Ex  Parte  74,  and  to  the  sum  of  the  factors  arrived  at  in  this 
manner  add  6%  cents  (maximum  increase  of  5  cents  increased 
33  V4),  inasmuch  as  this  is  a  through  factor  in  the  rate. 

"We  can  give  you  several  examples  of  where  the  rates  as 
now  constructed  are  from  %  cent  to  1  cent  higher  under  the 
present  method  of  constructing  such  rates  on  account  of  the 
factors  as  published  and  in  effect  August  25,  1920,  have  in- 
creased their  respective  increases  granted  in  Ex  Parte  74,  with 
the  25  per  cent  advance  in  General  Order  No.  28  being  in- 
cluded in  each  factor.  We  contend  that  the  factor  should  be 
reduced,  and  this  25  per  cent  eliminated  from  the  factor  where 
the  through  rate  exceeds  the  maximim  increase  of  5  cents,  and 
•re  would  like  to  hear  from  you  regarding  the  same. 

"We  have  had  considerable  correspondence  with  shippers  and 
receivers  of  lumber  and  lumber  products,  subject  to  lumber 
rates,  moving  on  combination  rates,  and  we  are  endeavoring 
to  get  the  shippers  interested  together,  and  agree  to  some  method 
which  should  be  used  in  constructing  such  rates.  However, 
before  taking  any  further  action,  we  would  like  to  have  the 
Commission's  opinion  as  to  whether  or  not  they  believe  that  the 
present  combination  rates  meet  with  their  approval." 

Answering  Mr.  Lynch,  Director  Hardie  said: 

"This  will  acknowledge  your  letter  of  December  13  relative 
to  the  basis  for  constructing  combination  rates  on  lumber  as 
contained  in  Supplement  No.  8  to  Agent  Leland's  Tariff  228 
I.  C.  C.,  U.  S.  1. 

"Thin  matter  has  already  been  before  the  undersigned  be- 
cause  of  the  protests  from  others,  and  after  careful  considera- 
tion of  all  the  facts,  the  undersigned  has  ruled  that  the  sup- 
plement as  nearly  as  possible  approximates  what  was  intended 
to  be  accomplished,  viz. :  a  closer  approximation  of  the  increases 
authorised  by  the  report  of  the  Commission  in  Ex  Parte  74  than 
resulted  from  Tariff  228  as  in  effect  August  25,  1920 

"Your  attention  is  called  to  the  following  facts  in  connec- 
tion with  the  supplement  issued  effective  December  1- 
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4  It  is  true  that  some  increases  result  in  situations  where  one  or 
both 'of  the  factors  were,  under  Ex  parte  74,  properly  subject  to  an 
increase  greater  than  33%  per  cent.  It  is  evident  that  where  each  oi 
the  factors  was  properly  increased  more  than  33%  per  cent  that  the 
combination  through  rate  should  be  increased  more  than  TO  %  Pyr 
cent.  In  such  cases  the  full  increase  authorized  by  Ex  parte  74  did 
not  become  effective  August  26,  1920,  because  of  the  wording  of  Tariff 
228  as  then  in  effect.  In  this  connection  please  note  that  the  circular 
announcement  issued  by  the  undersigned  under  date  of  November  2 
stated  that  in  such  cases  the  result  would  be  to  make  rates  slightly  in 
excess  of  an  exact  application  of  Ex  parte  74  and  further  that  where 
the  individual  factors  were  increased  less  than  33%  per  cent,  slightly 
less  than  the  increases  exactly  intended  would  result. 

"Let  us  consider  specific  illustrations: 

"Let  us  assume  that  there  was  in  effect  August  25,  1920, 
two  rates  of  8  cents  and  19%  cents,  respectively.  In  that  event 
the  combination  through  rate  was  then  6%  cents  plus  15% 
cents  plus  5  cents,  or  27  cents.  Assuming  that  each  of  these 
rates  was  increased  by  Ex  Parte  74  33  %  per  cent,  they  would 
become  10%  cents  and  26  cents,  respectively.  In  that  event 
the  combination  rate  on  August  26  became  8%  cents  plus  21 
cents  plus  5  cents,  or  34%  cents.  It  should  be  noted  that  if 
the  combination  through  rate  of  27  cents  had  been  inccreased 
33%  per  cent  it  would  have  become  36  cents. 

"Under  Supplement  8  the  combination  through  rate  becomes 
8%  cents  plus  21  cents  plus  6%  cents,  or  36  cents,  exactly  the 
same  as  if  the  combination  through  rate  had  been  increased  by 
the  same  percentage  as  applicable  to  each  of  the  factors  sep- 
arately. 

"Now  let  us  take  the  illustrations  which  you  cite: 

Morrison.  Tenn.,  to  Jackson,  Mich. — The  through  rate  from  and  to 
these  points  in  effect  on  August  25,  using  the  factors  given,  was  34 
cents.  This  rate  increased  33%  per  cent  becomes  45%  cents.  Taking 
the  factors  to  and  from  Cincinnati,  increasing  them  25  and  40  per  cent 
respectively  and  then  applying  the  rule  in  Supplement  8  gives,  as  you 
state,  45  cents,  which  you  will  note  is  less  than  33%  per  cent  over  the 
through  combination  rate  in  effect  on  August  25. 

Grubbs,  Ark.,  to  Jackson,  Mich. — The  through  rate  on  August  25 
was  30%c.  This  rate,  increased  33%  per  cent,  becomes  40%c.  Taking 
the  factors  to  and  from  Thebes,  increasing  them  35  and  40  per  cent 
respectively  and  then  applying  the  rule  in  Supplement  8  gives  40% 
cent,  which,  as  you  will  observe,  is  exactly  the  same  as  a  33%  per 
cent  increase  over  the  through  combination  rate. 

"Returning  to  the  illustration  first  considered,  it  may  be 
stated  that  had  the  8  cent  rate  in  fact  been  increased  35  per  cent 
and  the  19%  cent  rate  increased  40  per  cent,  effective  August  26, 
the  use  of  Supplement  8  would  have  produced  a  rate  more  than 
33%  per  cent  over  the  combination  through  rate  in  effect  Au- 
gust 25,  but  in  this  connection  please  note  the  following  para- 
graph appearing  on  page  246  of  the  Commission's  report  in  Ex 
Parte  74: 

il)  Where  rates  are  constructed  by  the  use  of  combinations  upon 
gateways  between  any  two  groups,  the  through  rates  should  be  in- 
creased by  applying  to  each  factor  its  respective  percentage. 

"Under  the  paragraph  quoted  it  is  evident  that  it  was  in- 
tended that  combination  through  rates  from  points  in  the 
Western  group  to  points  in  the  Eastern  group  should  be  in- 
creased 35  per  cent  and  the  Eastern  factor  40  per  cent,  so  that 
ihe  carriers  of  each  group  would  obtain  the  percentage  declared 
to  be  necessary  for  the  respective  groups.  Therefore,  the  fact 
that  the  use  of  Supplement  No.  8  to  Agent  Kelly's  I.  C.  C., 
.  S.  1,  results  in  rates  from  points  in  the  Western  group  to 
points  in  the  Eastern  group  more  than  33%  per  cent  in  excess 
of  the  combination  through  rates  in  effect  August  25,  1920, 
cannot  be  considered  as  condemning  the  basis  therein  contained. 

"It  is  true  that  some  inequalities  have  been  brought  about 
as  between  traffic  subject  to  joint  through  rates  between  the 
West  and  the  East  as  compared  with  traffic  moving  under  the 
combination  tariff,  but  this  disparity  is  not  apparently  due  to 
anything  erroneous  in  Supplement  8  to  Kelly's  tariff,  but  to 
the  basis  authorized  in  the  report  of  the  Commission  in  Ex 
Parte  74,  wherein  interterritorial  joint  through  rates  were  in- 
creased differently  from  interterritorial  combination  rates.  That 
the  Commission  recognized  that  such  would  be  the  result  is  in- 
dicated by  the  language  on  page  256  of  its  report,  wherein  it 
states  that  prompt  readjustment  of  inequalities  of  this  char- 
acter which  injuriously  affect  anyone  should  be  made  There- 
fore, m  cases  where  hardships  result  from  the  tariffs  as  pub- 
lished by  authority  of  Ex  Parte  74,  it  is  suggested  that  such 

3  be  handled  with  the  carriers  in  the  first  instance,  as  rec- 
ommended by  the  Commission.  In  this  connection  it  may  be 
observed  that  the  undersigned  has  already  called  the  attention 
the  carriers  to  the  discrepancies  in  rates  from  the  South- 
west to  Central  territory  via  Thebes  as  compared  with  East 
St.  Louis,  there  being  joint  through  rates  via  the  latter  route 
and  combination  rates  via  the  former.  The  carriers  have  been 
requested  to  promptly  devise  a  reasonably  fair  basis  for  re- 
moving the  existing  inequality. 

"In  closing  I  wish  to  say  that  the  example  quoted  in  my 
Circular  of  November  2  as  to  lumber  rates  was  incorrectlv 
stated  but  as  above  noted,  the  effect  of  what  has  actually 
been  brought  to  pass  by  the  publication  of  Supplement  8  seems 

£„*     m  i*m,e  WitlJ  the  basis  set  forth  in  sald  circular  and  to  in 
fact  result  in  a  close  approximation  of  the  increases  authorized 

bv  anv  mleth«ra?^    °S*t  an  aPProximation  as  could  be  obtained 
er  than  applying  four  different  percentages 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digest,   of  National   Reporter 

Syitem,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR   INJURY  TO  GOODS 
Evidence: 

(Supreme  Court,  Appellate  Term,  First  Dept.)  In  action 
against  express  company  for  value  of  merchandise  lost  in  car- 
riage, plaintiffs  were  entitled  to  a  judgment  for  the  full  amount 
claimed,  where  there  was  undisputed  evidence  by  plaintiffs  and 
by  a  disinterested  witness,  placing  such  valuation  on  goods. — 
Cohen  et  al.  vs.  American  Ry.  Express  Co.,  184  N.  Y.  Supp.  601. 

In  action  against  express  company  for  goods  lost  in  trans- 
portation, plaintiffs  having  produced  duplicate  receipt  bearing 
signature  of  express  company's  receiving  clerk,  with  undisputed 
i.'stimony  that  the  original  receipt  had  not  been  given  to  boy 
who  delivered  package,  and  that  duplicate  receipt  had  been 
made  out  on  receiving  clerk's  inability  to  find  original,  was  not 
required  to  place  such  boy  on  witness  stand  in  order  to  recover 
—Ibid. 

Positive  uncontradicted  testimony,  when  not  opposed  to  the 
probabilities,  is  entitled  to  conclusiveness,  and  neither  court  nor 
jury  has  a  right  to  disregard  it.— Ibid. 
Duplicate   Receipt: 

Duplicate    receipt,    issued    by   express    company's    receiving 
clerk,  was  binding  on  express  company,  in  the  absence  of  any 
notice  to  shipper  that  receiving   clerks  were  not  permitted  to 
issue  such  receipts. — Ibid. 
Authority  of  Agent: 

The  powers  of  the  agent  are  prima  facie  coextensive  with 
the  business  intrusted  to  his  care,  and  will  not  be  narrowed  by 
limitations  not  communicated  to  the  person  with  whom  he  deals 
—  Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF   COMMON    CARRIERS 

Jurisdiction  Over  Foreign  Corporation: 

(Supreme  Court  of  Minnesota.)  Where  a  foreign  railway 
company  has  an  agent  in  this  state  to  solicit  traffic  for  its  road, 
jurisdiction  over  such  company  may  be  acquired  by  service  of 
the  summons  and  complaint  on  such  agent — Merchants'  Elevator 
( '().  vs.  Chesapeake  &.  O.  Ry.  Co.,  179  N.  W.  Rept.  734. 
Car  Service — Orders  of  Interstate  Commerce  Commission: 

(Circuit  Court  of  Appeals,  Fourth  Circuit.)  Under  the  power 
given  by  transportation  act,  Feb.  28,  1920,  402  (15),  to  suspend 
the  operation  of  rules,  regulations,  or  practices,  the  Interstate 
Commerce  Commission  cannot,  in  a  period  of  car  shortage,  sus- 
pend the  rule  prescribed  by  section  12  as  to  distribution  of  cars 
among  coal  mines,  the  expression  "rules  and  regulations"  re- 
ferring to  rules,  etc.,  adopted  by  the  Commission  or  railroads, 
which  may  be  suspended  in  an  emergency. — Baltimore  &  O.  R. 
Co.  vs.  Lambert  Run  Coal  Co.,  267  Fed.  Rept.  776. 

Under  transportation  act  Feb.  28,  1920,  402  (15),  providing 
that,  when  the  Interstate  Commerce  Commission  is  of  the  opin- 
ion that  a  shortage  of  equipment  or  congestion  of  traffic  requires 
immediate  action,  etc.,  it  may  give  directions  for  priority  in 
transportation,  embargoes,  etc.,  the  Commission,  in  case  of 
emergency  arising  out  of  shortage  of  cars,  may  suspend  the 
rule  for  distribution  of  cars  to  coal  mines  prescribed  by  section 
12,  coal  being  a  necessity,  and  Congress  having  vested  in  the 
Commission  the  power  to  suspend,  in  time  of  emergency,  the 
rule  to  be  followed  in  case  of  ordinary  long  shortage  of  equip- 
ment.— Ibid. 

Where  the  Interstate  Commerce  Commission  determined 
that  an  emergency  existed,  and  under  the  authority  of  trans- 
portation act,  402  (15),  suspended  the  rule  prescribed  by  sub- 
division 12  for  distribution  of  cars  among  coal  mines,  the  court 
cannot  annul  the  order  on  the  ground  that  the  power  conferred 
upon  the  Commission  was  unwisely  or  improvldently  exercised. 
—Ibid. 

Coal  company,  claiming  the  benefit  of  transportation  act,  402 
(12),  providing  for  distribution  to  mines  of  cars  in  time  of 
scarcity,  cannot  at  the  same  time  question  other  provisions  of 
the  act  giving  the  Interstate  Commerce  Commission  power  in 
an  emergency  to  suspend  the  statutory  rule  without  a  hearing. 
—Ibid. 


Under  act  Oct.  22,  1913,  Comp.  St.  998,  an  order  of  the  Inter- 
state Commerce  Commission  annulling  in  an  emergency  the 
provisions  of  transportation  act,  402  (12),  for  distribution  ot 
coal  cars,  can  be  enjoined  only  by  three  judges,  one  of  them 
being  a  circuit  judge,  after  notice  to  the  Commission  and  to  the 
Attorney-General;  consequently  an  injunction  against  such  an 
order,  issued  by  a  district  judge  alone,  was  invalid.— Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and   Digests  of  National   Reporter 

System.  Published  by  West  Publishing  Co.,  St.  Paul   Minn 

Copyright  by  West  Publishing  Co.) 


Payment  of  Freight: 

(Supreme  Court,  Appellate  Division,  First  Dept.)  A  provi- 
sion in  a  shipping  contract  to  the  effect  that  freight  shall  be 
deemed  fully  earned  and  due  and  payable  to  the  carrier  at  any 
stage  before  loading  is  valid.— Greenhill  vs.  Delano  et  al  184 
N.  Y.  Supp.  617. 
Pleading: 

An  answer  relying  on  certain  articles  in  the  bill  of  lading 
which  relieved  the  carrier  from  liability  due  to  numerous  speci- 
fied causes,  is  not  demurrable,  though  it  does  not  allege  any 
fact  indicating  which  of  the  clauses  justified  the  unloading  of 
the  cargo  at  an  intermediate  port,  the  plaintiff's  remedy  being 
by  motion  to  make  definite  and  certain. — Ibid. 

Where  there  are  no  allegations  showing  the  conditions  or 
circumstances  existing  when  the  contract  was  made  on  which 
the  reasonableness  of  the  time  limited  for  actions  thereon  de- 
pends, the  appellate  court  should  not  pass  on  the  question  of 
reasonableness  on  appeal  from  an  order  overruling  a  demurrer 
to  the  defense,  but  should  leave  that  question  in  the  first  in- 
stance to  the  trial  justice  to  pass  on,  after  all  the  facts  have 
been  developed  at  the  trial.— Ibid. 
Limitations  of  Actions: 

The  parties  to  a  contract  may  agree  on  a  shorter  limitation 
ot  time  for  commencing  an  action  for  breach  than  is  provided 
by  the  statute  of  limitations,  the  policy  of  which  is  to  encour- 
age promptness  in  bringing  actions,  provided  the  period  agreed 
on  is  not  unreasonably  short. — Ibid. 

Whether  a  limitation  on  the  commencement  of  actions  for 
breach  of  contract  contained  in  the  contract  is  reasonable  is  a 
question  of  law,  depending  on  the  conditions  and  circumstances 
existing  when  the  contract  was  made. — Ibid. 
Undisclosed  Principal: 

In  an  action  for  breach  of  a  contract  of  shipping  made  with 
a  transportation  company,  a  defendant,  sued  as  the  undisclosed 
principal  of  the  transportation  company  in  whose  name  the 
contract  was  made,  is  entitled  to  the  benefit  of  exceptions  in 
the  contract  in  favor  of  the  transportation  company — Ibid 
Damages — Measure  of: 

(District  Court,  D,  Oregon.)  The  measure  of  damages  for 
breach  of  contract  is  the  loss  which  would  naturally  follow  the 
breach  under  ordinary  circumstances,  or  under  the  special  cir- 
cumstances of  the  case,  if  they  were  made  known  to  the  party 
guilty  of  the  breach  at  the  time  the  contract  was  entered  into 
The  Saigon  Maru,  267  Fed.  Rept.  881. 

The  general  measure  of  damages  for  failure  to  transport 
goods  as  agreed,  which  is  the  difference  between  the  market 
value  at  the  time  and  place  of  delivery  at  destination  and  such 
value  at  the  place  of  shipment,  plus  freight  and  other  charges, 
s  not  applicable  to  a  breach  of  charter,  when  existing  war  con- 
ditions made  it  impossible  to  secure  other  transportation  ex- 
cept at  practically  prohibitive  rates.— Ibid. 

Where  a  vessel  breached  her  charter  agreement  to  carry  a 
full  cargo  of  lumber,  the  charterer  is  entitled  to  recover  as 
damages  the  profits  he  lost  on  a  resale  of  the  lumber  where 
the  vessel's  agent,  at  the  time  the  charter  was  signed,  knew 
that  the  lumber  was  to  be  shipped  for  such  resale. — Ibid. 

The  charterer  is  not  precluded  from  recovering  from  the 
vessel,  which  failed  to  carry  a  full  load,  his  profits  on  a  resale 
of  the  cargo,  by  the  fact  that  his  contract  for  resale  was  not 
closed  until  day  after  the  charter  was  signed,  and  the  details 
were  not  communicated  to  the  vessel's  agent,  where  the  fact 
that  the  ship  was  chartered  to  carry  a  cargo  for  such  resale 
was  generally  communicated.— Ibid. 

In  figuring  the  loss  of  profits  from  resale  of  lumber,  due 
to  breach  of  charter  to  carry,  the  price  at  which  the  lumber 
was  purchased  for  that  cargo  controls,  though  the  market  price 
at  the  place  of  shipment  was  greater  at  the  time  the  vessel 
sailed. — Ibid. 

Where  a  vessel's  agent  knew  that  the  vessel  was  chartered 
to  carry  a  cargo  of  lumber  to  fulfill  a  contract,  the  charterer 
can  recover  from  the  vessel  the  amount  of  his  liabilitv  to  his 
buyer  for  breach  of  contract  of  sale.— Ibid. 

On  a  libel  to  recover  the  damages  for  which  the  charterer 
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was  liable,  because  of  the  ship's  failure  to  carry  the  full  amount 
sold  which  damages  were  stated  in  foreign  currency,  the  char- 
terer can  recover  an  amount  in  United  States  currency  which, 
at  the  rate  of  exchange  on  the  day  of  entry  of  decree  would  be 
sufficient  to  pay  the  damages  in  the  foreign  currency.— Ibid. 
Charter  Party— Failure  to  Carry  Full  Load: 

On  a  libel  by  a  charterer  for  damages  occasioned  by  the 
ship's  failure  to  carry  a  full  cargo,  evidence  held  to  show  that 
the  ship  could  safely  have  carried  a  larger  deck  load  than  she 
did  carry,  notwithstanding  the  testimony  of  her  master  that  a 
larger  load  would  have  been  unsafe. — Ibid. 

In  determining  the  size  of  the  deck  load  which  a  vessel  can 
safely  carry,  much  weight  must  be  given  to  the  honestly  exer- 
cised judgment  of  the  master,  who  was  familiar  with  the  capa- 
bilities of  his  ship.— Ibid. 

Where  the  entire  vessel  was  chartered  to  carry  lumber,  she 
cannot  for  her  own  purposes  carry  coal  not  necessary  for  fuel 
during  the  voyage,  and  thereby  diminish  her  capacity  for  carry- 
ing cargo. — Ibid. 
Charter  Party — Unsafe  Ballast — Charter  Liable: 

(District  E.  D.,  Virginia.)  Where  a  charterer,  pursuant  to 
a  requirement  of  the  charter  party  that  it  should  furnish  ballast 
for  stiffening  the  vessel,  while  proceeding  to  the  loading  port, 
furnished  500  tons  of  coal,  which  was  to  be  a  part  of  her  cargo, 
but  which,  because  of  its  unfit  condition,  heated  and  was  re- 
quired by  the  government  to  be  taken  out,  which  on  charterer's 
refusal  was  done  by  the  owner  at  large  expense  and  delay,  and 
replaced  with  sand,  the  charterer  held  liable  for  the  cost  of  such 
removal  and  the  delay  caused  thereby. — The  Geyser  (two  cases). 
267  Fed.  Kept  922. 
Charter  Party — Discharging  Ballast: 

Under  a  charter  party  requiring  the  charterer  to  furnish 
free  ballast  for  stiffening  the  ship  to  enable  her  to  proceed  to 
her  loading  port,  the  charterer  held  not  liable  for  the  expense 
of  removing  the  same  on  reaching  that  port,  such  expense,  in 
the  absence  of  charter  provision,  devolving  on  the  vessel. — Ibid. 

Where  the  charterer  of  a  ship  to  carry  coal  cargo  furnished 
500  tons  of  coal  for  ballast  to  enable  her  to  proceed  to  her  load- 
ing port,  with  the  understanding  that  it  should  be  a  part  of  hei 
cargo,  but  because  of  its  heating  it  was  necessary  to  remove 
the  same  and  substitute  other  ballast,  which  was  afterward 
discharged  and  a  full  cargo  loaded,  the  ship  held  not  entitled  to 
freight  on  the  500  tons  In  addition  to  the  cargo  carried. — Ibid. 


SALE  OF  SHIPPING  BOARD  SHIPS 

The  Traffic  World   Washington  Bureau 

Up  to  December,  1920,  the  United  States  Shipping  Board 
had  sold  a  total  of  430  vessels  of  2,157,124  deadweight  tons  for 
>297,81 8,393,  according  to  compilations  made  by  officials  of  the 
board.  This  covers  the  entire  period  since  the  board  began  the 
sale  of  government  vessels. 

Of  the  total  number  of  vessels  sold,  136  were  cargo  ships 
with  a  total  deadweight  tonnage  of  864,255  tons,  the  sales  value 
being  given  as  $141,911,476. 

Initial  payments  on  the  vessels  ranged  from  10  to  25  per 

cent,  the  remainder  of  the  purchase  price  in  each  instance  being 

istributed  over  a  considerable  period  of  time,  so  that  the  board 

has  received  only  a  comparatively  small  part  of  the  total  sales 

value  of  $297,818,393. 

With  present  conditions  in  the  shipping  world,  few  ships 
are  being  sold  by  the  board.  Minimum  prices  as  fixed  by  the 
board  range  from  $165  to  $185  per  deadweight  ton,  and  there 
has  been  considerable  agitation  in  favor  of  reducing  these  prices 
to  move  more  of  the  government  ships  into  the  hands  of  pri- 
vate owners. 

Consideration  will  probably  be  given  by  the  board  to  the 
stlon  of  guaranteeing  present  purchasers  of  ships  against  a 
in  price,  but  there  has  been  no  definite  action  taken  in 
regard  to  the  matter. 

With  the  uncertainty  that  hovers  over  the  present  board 

luse  of  the  decision  of  the  Senate  leaders  to  withhold  action 

jomlnations  of  the  members  until  President-elect  Harding 

>fflce,  it  is  not  regarded  as  likely  that  there  will  be  any 

rtded  change  in  the  sales  policy  In  the  near  future.    The  in- 
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board  now  has  around  200  of  its  vessels  tied  up  because  of  the 
depression  in  ocean  traffic. 

"There  is  no  use  disguising  the  fact  that  we  have  had  to  tie 
up  our  vessels  and  that  we  will  probably  lay  up  more  in  the 
near  future,"  the  chairman  added. 

The  vessels  tied  up  include  ships  of  all  types,  but  the  ma- 
jority are  of  the  lake  steamer  type,  Admiral  Benson  said. 

Reports  have  been  received  by  the  board  that  many  foreign 
vessels  are  tied  up  in  New  York  harbor  because  they  cannot  get 
return  cargoes.  The  chairman  said  that  the  board,  however,  was 
not  tying  up  any  of  its  vessels  in  foreign  ports.  He  said  if  they 
could  not  get  return  cargoes  they  were  ordered  back  to  United 
States  ports. 

Questioned  as  to  whether  anything  had  materialized  from  his 
suggestion  that  officials  and  employes  of  the  railroads  do  what 
they  could  to  urge  shippers  to  ship  exports  by  American  vessels, 
Admiral  Benson  said  the  recommendation  had  been  favorably  re- 
ceived in  many  quarters.  He  said  he  had  written  to  practically 
all  of  the  Chambers  of  Commerce  and  Boards  of  Trade  of  the 
United  States  in  regard  to  the  matter,  in  addition  to  taking  it 
up  with  Chairman  Clark  of  the  Interstate  Commerce  Commission 
and  Thomas  DeWitt  Cuyler,  chairman  of  the  Association  of  Rail- 
way Executives,  as  reported  recently  in  The  Traffic  World.  Co- 
operation along  the  lines  suggested  has  been  promised  by  a  num- 
ber of  the  commercial  organizations,  Chairman  Benson  said. 

Newspaper  reports  from  Philadelphia  to  the  effect  that  the 
board  had  withdrawn  ships  from  the  Southern  Steamship  Com- 
pany were  discussed  by  Admiral  Benson.  He  said  he  had  no 
knowledge  of  that  particular  matter,  but  that  as  a  general  rule 
the  board  was  withdrawing  ships  from  operators  only  where 
there  was  no  cargo  being  offered  for  carriage. 

By  delaying  reconditioning  of  the  Leviathan,  the  ex-German 
Vaterland,  Chairman  Benson  said  the  board  had,  saved  approxi- 
mately $2,000,000.  Maintenance  of  the  vessel  is  being  kept  up 
at  the  lowest  possible  cost,  he  said,  but  no  steps  looking  to  its 
sale  have  been  taken. 

The  board  plans  to  wind  up  construction  work  at  the  Hog 
Island  shipyard  February  1.  No  bids  on  this  property  have  ma- 
terialized. 

"We  do  not  expect  anything  along  that  line,  due  to  the 
present  financial  situation,"  said  Chairman  Benson.  "The  yard 
and  equipment  is  being  placed  in  good  condition." 


MERCHANT  MARINE  BILL 

The  Traffic  World  Washington  Bureau 

All  ships  sailing  under  a  foreign  flag  and  entering  the  ports 
of  the  United  States  or  clearing  therefrom  would  have  to  obtain 
permits  to  do  so  from  the  United  States  Shipping  Board  if  a  bill 
(S.  4711)  introduced  in  the  Senate  by  Senator  Jones  of  Washing- 
ton, chairman  of  the  Senate  commerce  committee,  is  passed  by 
Congress  and  approved  by  the  President.  The  purpose  of  the 
proposed  legislation  is  to  give  the  United  States  another  means 
of  promoting  and  protecting  the  interests  of  the  American  mer- 
chant marine.  The  bill  provides: 


^;  (rom-  an-d  af«er  nipty  days  from  the  passage  of  this  Act  no 
ship  flying  a  foreign  flag  shall  enter  any  port  of  the  United  States  or 
clear  therefrom  without  having,  in  addition  to  the  other  papers  re- 
quired by  law,  a  permit  to  do  so  issued  by  the  United  States  Ship- 
ping Board;  and  m  issuing  or  refusing  any  such,  permit  the  United 

tates  Shipping  Board  is  authorized  and  directed  to  impose  or  require 
compliance  with  such  conditions  as  it  may  deem  necessary  to  promote 
™-  development  and  protect  the  interests  of  the  American  merchant 
marine.  Such  permits  shall  be  issued  for  such  length  of  time  as  mav 
be  determined  by  the  United  States  Shipping  Board  and  may  be  cln- 

p™  s?ic^*I!oti<;e.as  S!.ay  be  fixed  from  time  to  time  by  such 

leUnlted  Sttes  Sapping:  Board  is  authorized  and  directed 

to  <*"*  °ut 


SHIPPING   BOARD   VESSELS  TIED   UP 

The  United  States  Shipping  Board  is  continuing  to  tie  up 
its  vessels,  its  latest  order,  issued  December  21,  providing  for 
the  assignment  of  sixteen  vessels  to  the  board's  managing  care- 
takers at  Baltimore,  Seattle,  Norfolk  and  Gulf  ports.     The  dead- 
ight  tonnage  of  the  vessels  ranges  from  3,400  to  9,600.    It  is 
estimated  that  approximately  100   ships  have  been   tied  up  by 
board,  largely  as  the  result  of  the  slump  in  ocean  traffic. 


MEASUREMENT  CARGO   WANTED 

X  C.  Andrews  &  Co.,  import  and  export  freight  agents,  are 
special  inducements  to  shippers  of  measurement  cargo 
the  steamer  "Windber"  sailing  from  New  York  about  Jan- 
ary  25,  taking  freight  for  San  Pedro  and  San  Francisco. 


WASHINGTON  AND  LINCOLNTON  STOCK 

The  Washington  &  Lincolnton  Railroad  Company  of  Wash- 
«      nnn    /      8  petltioned  the  Commission  for  authority  to  issue 
00,000  of  seven  per  cent  cumulated  preferred  stock  and  sell  the 

a^sfarVrv^  ^SSF  iO  ^  ^  comPany's  ™ad  bed  in  safe  and 
satisfactory  condition  and  to  purchase  additional  rolling  stock 
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SHIPPING  BOARD  REPORT  DEMANDED 

The   Traffic   World   Washington   Bureau 

Declaring  he  had  been  unable  to  obtain  from  the  annual  re- 
iM.ri  01  Hi.  I'nlted  States  Shipping  Board  Information  as  to  Just 
u  lii-re  the  board  stands  in  a  financial  way,  Senator  Edge,  of 
.\v\v  .Irrsi.y.  submitted  a  resolution  in  the  Senate,  December  27, 
i  .illing  on  the  board  for  a  report  thereon  "devoid  of  arguments 
and  intelligible  to  the  average  citizen."  The  resolution  was 
agreed  to  by  the  Senate. 

"I  have  tried  as  far  as  possible  to  dissect  and  analyze  the 
i  >  Tent  report  of  the  Shipping  Board,"  said  Senator  Edge.  "I 
assume  that  it  is  absolutely  correct — I  have  no  reason,  of  course, 

i  liink  otherwise — and  perhaps  it  is  in  the  usual  form  in 
which  most  of  the  departmental  reports  are  issued;  but  I  must 
irankly  confess  that  I  have  been  unable  to  secure  this  particu- 
lar information,  which  I  think  of  the  utmost  Importance  if  Con- 
sn>ss  proposes  to  legislate  in  connection  with  this  great  re- 
sponsibility. 

"I  Just  want  to  point  out,  in  the  three  minutes  that  I  am 
going  to  consume,  some  important  facts  in  this  connection. 

"Some  of  you  may  perhaps  know,  but  I  doubt  very  much  if 
the  country  appreciates,  that  the  merchant  marine  of  today  rep- 
resents an  investment  of  approximately  four  billions  of  dollars; 
and  that  four  billions  of  dollars,  estimating  the  average  rate 
of  interest,  means  a  charge  against  the  taxpayers  of  this  coun- 
try of  almost  a  quarter  of  a  billion  per  year,  and,  brought  down 
to  the  monthly  expense,  approximately  twenty  millions  per 
month  and  over  $650,000  per  day.  For  every  day  of  24  hours 
there  is  charged  up,  at  the  average  rate  of  interest,  over  $650,- 
000;  and  this  is  entirely  apart  from  any  loss  in  operation  of 
loss  in  administration. 

"We  discuss  here,  and  very  properly  so — we  have  for  years, 
and  we  undoubtedly  will  for  many  years  to  come — the  navy 
of  the  United  States.  I  wonder  if  senators  really  appreciate 
that,  as  proud  as  we  are  of  the  navy,  it  does  not  represent 
today  an  inventory  of  three  billions  of  dollars.  The  merchant 
marine  investment  at  this  moment  represents  25  per  cent  more 
than  the  present  estimated  worth  of  the  entire  navy  and  all 
the  equipment  of  the  navy.  So  it  does  appeal  to  me  very 
strongly  that  if  there  is  any  information  we  can  get  in  order 
to  devise  businesslike  plans  for  the  future  management  of  the 
merchant  marine,  or  its  disposition,  it  is  our  duty  to  have  such 
information  before  us. 

"I  was  thoroughly  and  heartily  in  favor  of  the  bill  presented 
by  the  present  presiding  officer,  the  Jones  bill,  and  I  hope  it 
will  have  an  opportunity  to  be  worked  out;  but  I  think  addi- 
tional legislation  is  imperative  if  the  information  I  get  is  cor- 
rect, that  prices  for  ships  have  not  been  materially  reduced, 
and  that  in  the  case  of  those  ships  that  have  been  sold  over  12 
firms  that  have  paid  high  prices  for  them  have  already  gone 
into  the  hands  of  receivers  and  cannot  operate  them.  It  simply 
means  that  if  we  have  a  bad  investment  we  must  recognize  it 
as  business  men  and  take  a  loss  and  write  it  off;  and  it  is  in- 
cumbent upon  this  Senate  and  this  Congress  to  give  very  careful 
business  consideration  to  an  investment  of  that  character,  as 
stupendous  as  it  is." 

The  resolution  (S.  Res.  413)  follows: 

Whereas  the  reconstruction  of  many  countries  after  the  World  War 
is  dependent  largely  on  supplies  of  all  kinds  from  the  United 
States;  and 

ieaa   such   supplies   should   be,    and   to   a   large   extent   must   be, 
transported  in  United  States  merchant  ships;  and 

Whereas  approximately  $4,000,000,000  of  the  American  people's  money 
raised  from  them  largely  by  taxation,  has  been  invested  in  a'n 
American  merchant  marine;  and 

Whereas  an  accounting  on  this  investment  now  is  imperatively  advis- 
able, in  order  that  the  people  through  their  Congress  may  frame 
definite  policies  and  enact  legislation  for  the  stimulaton  and  busi- 
nesslike management  of  this  merchant  marine;  Therefore  be  it 
Kesolved,  That  the  United  States  Shipping  Board  be,  and  it  herebv 

is,  Instructed  to  submit  to  the  Senate  without  loss  of  time  a  concise 

report,  devoid  of  arguments,  and  intelligible  to  the  adverage  citizen 

on  the  following  points: 

1.  The   total  amount  of  moneys   appropriated   for,   and   otherwise 
provided  for,  the  United  States  Shipping  Board  and  Emergency  Fleet 
Corporation,  and  the  United  States  Shipping  Board  as  its  successor 
from  September  7,  1916,  to  and  including  November  30.  1920. 

2.  The  gross  profits  or  losses,  as  the  case  may  be,   for  the  same 
period. 

3.  The  net  profits,   or  losses,   as  the  case  may   be,   for  the  same 
period. 

4.  The  disposition  of  any  net  profits,  if  any  such  there  have  been 

5.  The  amount   of   capital   on   which   the   United   States   Shipping 
Board  now  is  conducting  its  business. 

6.  The  number  of  vessels  at  present  owned  by  the  Shipping  Board 
giving  material  of  which  each  is  constructed  and  tonnage  of  each. 

7.  The  number  of  vessels,  if  any,  at  present  owned  in  part  by  the 
shipping   Board,   giving   material   of   which   each    is   constructed  and 

:  <  ge. 

8.  Number  and  description  of  vessels  owned  by  the  Shipping  Board 
i  o\v  in  operation  under  its  sole  management,  and  number  and  descrip- 
tion under  rharter  by  the  Shipping  Board  in  operation  under  its  sole 
management. 

».  Number  and  individual  and  aggregate  value  of  vessels  owned  by 
tlie  Shipping  Board  now  managed  by  it  in  conjunction  with  private 
Interests. 

10.  Number  of  vessels  owned  by  the  Shipping  Board  now  chartered 
by  it  ito  private  interests  and  operated  entirely  by  private  interests. 

11  Number  and  individual  and  aggregate  values  of  vessels  owned 
by  the  Shipping  Board  not  at  present  in  operation,  giving  (a)  num.' 
ana  description  and  tonnage  of  each  such  vessel:  (b)  length  of  time  it 
hat  not  been  in  operation;  (c)  reason  why  It  has  not  been  and  is  not 


now  In  operation;  (d)  place  where  each  such  vessel  Is  docked  or  tied 

(e)   expense  of  daily  maintenance  of  each   such  vessel;    <f)   per- 

e,  ntage  of  each  vessel  s  value  lost  monthly  by  such  Idleness-  (it)  esti- 

"tlon     percentugo  of  each  8Uch  vessel's  value  lost  monthly  In  dcprecl- 

12.  Concise  description  of  the  system  of  accounting  by  which   (a) 
the  profits  or  losses  of  the   Shipping   Hoard  are  determined;    (b)   Un- 
less by  depreciation  Is  estimated,   (c)   the   individual  profit  or  loss  o: 
uuch  vessel,  in  operation  or  Idle,  Is  established. 

13.  Copy  of  any  standard  form  of  contract  the  Shipping  Board  may 
nave  established. 

H'I  LlsiJ?f  ?"  ci>ntracts  with  private  Individuals  or  corporation* 
operating  Shipping  Board  vessels  either  by  themselves  entirely  or  In 
conjunction  with  the  Shipping  Board. 

15.  List  of  contracts  now  ready  for  conclusion  with  private  inter- 
ests for  the  operation  of  Shipping  Board  vessels,  and  list  of  tentative 
contracts  now  under  consideration  for  future  conclusion 

16.  Number  of  persons  now  employed  by  the  Shipping  Board-   (a) 
on  shore,  and  (t>)  afloat. 


SHIPPING  BOARD  CRITICIZED 

The  Traffic  World  Washington  Bureau 

"I  know  of  no  more  outrageous  violation  of  business  prin- 
ciples in  the  conduct  of  the  government  than  the  extraordinary 
extravagance  and  waste  practiced  in  the  United  States  Shipping 
Board,"  Senator  Frelinghuysen  of  New  Jersey  said  in  a  speech 
in  the  Senate,  December  23,  on  a  "National  Policy  of  Economy," 
in  which  he  referred  to  numerous  government  departments. 
"In  that  remarkably  inefficient  organization  7,800  employes 
remain  of  those  who  assisted  in  throwing  away  two  billions  of 
the  people's  money.  Where  it  all  went  an  investigation  is  seek- 
ing to  discover.  At  enormous  expense  the  United  States  built 
up  during  and  immediately  following  the  war  a  merchant  marine 
which  is  given  by  Lloyd's  for  June  30,  1920,  at  16,049,000  tons 
as  compared  with  4,330,000  tons  in  1914.  A  tragedy  lies  in  the 
fact  that  while  we  have  been  bungling  and  bickering  about 
means  to  promote  our  commercial  fleets  Great  Britain  is  regain- 
ing her  shipping  lost  during  the  submarine  warfare  to  such  an 
extent  that  today  her  deadweight  tonnage  is  estimated  at  20  - 
582,000,  as  compared  with  20,523,000  in  1914.  This  Congress  has 
already  laid  down  broad  lines  along  which  the  efficiency  of  our 
merchant  marine  may  be  improved.  It  has  provided  that  all  our 
ships  under  government  operation  be  turned  over  eventually  to 
private  ownership;  that  none  shall  be  sold  to  an  alien  or  oper- 
ated under  a  foreign  flag.  It  has  granted  special  concessions 
to  those  who  operate  to  certain  ports  and  thereby  extend  our 
markets,  and  it  has  provided  that  some  shall  be  kept  in  special 
condition  for  transport  use  in  time  of  war.  It  should  become 
one  of  the  chief  aims  of  our  Republican  administration  to  imme- 
diately turn  over  to  private  ownership  all  government-owned 
vessels  to  make  America  first  in  the  number  of  ships  and  the 
tonnage  of  her  merchant  marine,  and  one  of  its  first  acts  should 
be  to  rescue  or  sell  the  Leviathan,  resting  and  rusting  in  New 
York  harbor,  and  many  other  ships,  a  condition  not  prevalent 
in  England. 

"Unless  we  have  a  selling  organization  in  the  ports  of  the 
world  all  this  immense  investment  which  we  have  in  the  mer- 
chant marine  will  go  for  naught.  We  should  have,  as  England 
has,  in  every  mart  of  the  world,  either  through  the  consuls  or 
the  ministers  or  the  legations,  agencies  to  promote  the  carrying 
in  American  ships  of  the  cargoes  that  are  sent  out  from  those 
ports. 

"Let  us  consider  briefly  the  opportunity  we  have  presented 
us  to  expand  our  world  trade  and  the  advantage  that  can  accrue 
to  the  United  States  in  making  our  governmental  departments 
more  efficient  for  that  purpose. 

"To  understand  the  full  import  of  our  trade  possibilities  we 
must  compare  our  foreign  commerce  with  that  of  Great  Britain. 
At  the  end  of  the  calendar  year  ending  December  30,  1913,  our 
imports  amounted  to  11,792,596,480,  and  those  of  Great  Britain 
to  $3,741,047,607.  During  the  same  period  our  exports  totaled 
$2,484,018,292,  and  those  of  Great  Britain  $3,089,353,116.  For 
the  year  1919  our  exports  were  $7,920,425,990  and  those  of 
Great  Britain,  $4,688,311,525.  Our  imports  were  $3,904,364.932 
and  Britain's,  $7,913,689,206.  The  great  preponderance  in  Eng- 
land's imports  over  exports  in  1919  was  due  to  heavy  drafts  of 
raw  materials  to  feed  her  manufactures  after  the  armistice  and 
her  inability  to  turn  them  into  finished  products  for  exportation 
in  time  to  be  reported  before  the  close  of  the  year.  During  the 
first  eight  months  of  1920  our  imports  were  $3.995,178,060,  as 
compared  with  $6,560,876,138  for  Great  Britain,  and  during  the 
same  period  our  exports  were  $5,478,306,718,  as  compared  with 
$5,143,549,831  for  Great  Britain.  If  we  consider  only  Britain's 
domestic  exports  and  not  those  passing  through  the  country,  we 
find  that  we  exceed  the  export  commerce  of  Great  Britain  in 
1919  by  nearly  $4,000,000,000. 

"New  York  has  replaced  London  as  the  banking  center  of 
the  world.  We  have  supplanted  England  as  the  first  trading 
nation  of  the  earth.  Our  ocean  carriers  have  grown  in  three 
short  years,  so  that  now  we  are  within  striking  distance  of 
her  tonnage.  We  are  the  greatest  producing  nation  on  the 
globe.  By  training  4,800,000  men  and  sending  2,000,000  troops 
across  the  sea  to  win  every  battle  In  which  they  were  engaged 
and  turn  the  tide,  we  have  made  Washington  the  capital  of  the 
world.  Our  wealth,  which  before  the  war  exceeded  the  combined 
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opulence  of  the  British  and  German  Empires,  has  gone  on  by 
leaps  and  bounds.  The  Romanoff,  Hapsburg  and  Hohenzollern 
dynasties,  which  overawed  weak  nations  for  centuries,  have  dis- 
appeared and  ideas  of  republican  government  are  permeating 

6  "Yet  this  seeming  great  prosperity  and  progress  have  grown 
out  of  abnormal  world  conditions.  With  the  return  of  the  peo- 
ples everywhere  to  normalcy,  it  becomes  imperative  that  we 
repeal  unwise  tariff  laws  and  rescind  unwholesome  fiscal  prac- 
tices The  people  must  realize  the  necessity  of  work.  As  we 
promised  in  the  campaign,  we  must  have  more  business  in  the 
conduct  of  the  government  and  less  government  in  the  conduct 
of  business.  We  must  stop  governmental  leaks,  hold  to  rigid 
economy,  and  adopt  not  only  a  scientific  tariff  law,  but  a  scien- 
tific method  of  securing  foreign  trade." 

BIDS   FOR   SHIPPING    BOARD   COAL 

\11  bids  on  bunker  coal  supply  opened  by  the  Shipping 
Board  December  10  were  rejected  December  22,  according  to 
an  announcement  by  the  board.  New  bids  will  be  received  up 
to  2  p.  m.  on  January  14  on  2,000,000  tons  of  bunker  coal. 

MARINE  INSURANCE 

The  Traffic   World   Washington  Bureau 

The  committee  on  the  merchant  marine  and  fisheries  of  the 
House  and  the  United  States  Shipping  Board  have  issued  a  re- 
port on  "Legislative  Obstructions  to  the  Development  of  Marine 
Insurance  in  the  United  States."  The  report  was  prepared  by 
Dr  S  S.  Huebner,  expert  in  insurance  to  the  committee  and 
the  board,  and  is  a  logical  successor  to  his  previous  report  on 
"The  Status  of  Marine  Insurance  in  the  United  States."  The 
first  report  discussed  the  importance  of  marine  insurance  as  a 
competitive  weapon  in  international  trade,  the  extent  of  foreign 
control  and  the  reasons  underlying  the  growth  of  foreign  under- 
writing as  contrasted  with  our  own.  The  present  report  is  de- 
voted to  a  discussion  of  remedial  measures,  with  particular 
reference  to  the  removal  of  legislative  disabilities  imposed  by 
state  statutes. 

Existing  statutes  regulating  marine  insurance,  it  is  argued, 
represent  a  provincial  treatment  of  an  international  business. 
The  first  part  of  the  report  points  out  the  disastrous  results  of 
a  local  viewpoint  and  the  inability  of  a  highly  competitive  busi- 
ness like  marine  insurance  to  absorb  excessive  taxation  and 
other  legislative  burdens.  The  second  part  of  the  report  ex- 
plains the  advantages  of  co-operative  effort  through  syndicate 
arrangements,  like  the  recently  created  American  marine  in- 
surance syndicates.  The  report  urges  the  necessity  of  legalizing 
such  syndicates  by  the  repeal  of  existing  anti-trust  laws  in 
various  states  and  of  adopting  liberal  legislation  with  a  view 
to  permitting  companies  to  merge  or  to  own  stock  in  other  com- 
panies. Part  three  of  the  report  deals  with  the  tax  burden. 
Existing  federal  and  state  taxes  are  explained  and  the  col- 
lective burden  is  presented  statistically.  Gross  premium  taxa- 
tion is  declared  to  be  wrong  in  principle,  and  adoption  of  the 
English  system  of  taxing  profits  is  advocated  as  essential  if  our 
companies  are  to  be  placed  on  a  parity  with  their  foreign  com- 
petitors. 

Part  four  of  the  report  discusses  fully  the  limitations  now 
placed  by  the  states  upon  the  kinds  of  insurance  which  Amer- 
ican companies  may  write,  the  legal  restrictions  upon  reinsur- 
ance, and  the  legislative  handicaps  placed  upon  the  financial 
powers  of  companies  seeking  entry  into  foreign  markets.  All 
such  restrictions  are  considered  unnecessary  and  as  favoring 
foreign  underwriters  at  the  expense  of  our  own.  The  report 
advocates  enlarging  the  classes  of  insurance  which  American 
marine  companies  may  write;  the  authorization  of  reinsurance 
with  all  American  companies,  irrespective  of  state  boundary 
lines,  which  meet  a  reasonable  standard  of  solvency;  and  the 
removal  of  existing  barriers,  especially  with  respect  to  the  treat- 
ment of  deposits  in  foreign  countries,  to  the  entry  of  our  com- 
panies into  foreign  fields.  In  all  these  respects,  American  legis- 
lation should  be  revised  to  give  American  underwriters  the  same 
privileges  possessed  by  their  foreign  competitors. 

Throughout,  the  report  supports  the  provisions  of  the  bill 
to  regulate  marine  insurance  (H.  R.  14738),  introduced  by  Con- 
gressman Geo.  W.  Edmonds  in  the  House  on  December  8.  This 
bill  involves  five  fundamenaol  ideas,  (1)  greater  freedom  on  the 
part  of  American  companies  to  co-operate  through  syndicates  and 
merger*;  (2)  establishment  of  the  multi-field  insurance  principle, 
HO  that  American  fire,  marine,  and  fire-marine  companies  may 
onlarge  the  kinds  of  insurance  that  may  be  written,  other  than 
life  insurance;  (3)  substitution  of  a  system  of  net  profits  taxa- 
tion In  place  of  the  present  system  of  taxing  gross  premiums; 
14)  enlargement  of  reinsurance  facilities;  and  (5)  removal  of 
limitations  on  the  financial  powers  of  companies  which  now 
hamper  operations  in  foreign  fields. 

The  report  takes  the  position  that  the  present  is  an  oppor- 
tune time   for  adopting  a   model   marine   Insurance   law  which 
rive  recognition  to  the  special  problems  confronting  marine 
lumrance,    owing   to    Its   highly    competitive    and    international 
character.     By  adapting  such  legislation  the  states  would  do  for 


marine  insurance  what  they  have  already  done  for  other  kinds 
of  insurance— life,  accident,  health,  compensation  and  surety 
through  special  legislation.  Moreover,  it  is  pointed  out,  owing 
to  the  almost  total  absence  of  marine  insurance  statutes,  the 
suggested  legislation  will  not  involve  the  repeal  or  serious  modi- 
fication of  existing  laws.  Present  statutes  affecting  marine  in- 
surance may  continue  to  regulate  fire  insurance,  for  which  they 
were  originally  intended. 

CONGESTION  AT  HAVANA 

Congestion  at  the  port  of  Havana  is  lessening  slowly,  ac- 
cording to  a  cable  received  December  28  by  the  Department  of 
Commerce  from  Consul-General  C.  B.  Hurst.  He  reviewed  con- 
ditions there  as  of  December  22  as  follows: 

There  are  15  vessels  discharging  cargo  in  the  port  of  Havana,  one 
discharging  in  the  harbor,  12  waiting  to  discharge,   18  schooners  dis 
charging,    and    10   waiting  to    discharge.      During   the    past   week    t 
customs  authorities  report  that  474,000  packages  were  dispatched,  a 
compared  with  383,000  during  the  previous  week.     Congestion  at  the 
port  is  lessening  slowly,  there  being  only  70  American  vessels  in  the 
harbor  as  compared  with  75  last  week. 

It  is  reported  by  the  customs  authorities  that  two  new  docks, 
capable  of  docking  several  small  craft  and  one  vessel,  will  be  finished 
in  about  10  days.  Additional  facilities  have  been  given  for  dispatching 
and  storing  textiles,  due  to  the  renting  of  three  warehouses.  The 
belief  is  expressed  that  merchants  who  have  not  sufficient  funds  to 
pay  the  customs  duties,  on  account  of  the  moratorium,  will  be  allowed 
to  dispatch  their  goods  if  there  is  sufficient  merchandise  in  the 
custody  of  the  customhouse  to  cover  the  duties.  At  the  request  of 
the  owners,  private  warehouses  in  the  city  may  now  be  bonded. 

PANAMA   CANAL   TRAFFIC 

The  following  statement  shows  the  number  of  tons  of  mis- 
cellaneous cargo  originating  at  or  destined  to  points  in  the 
United  States  or  foreign  countries  carried  in  steamers  eastbound 
and  westbound  through  the  Panama  Canal  which  could  be  han- 
dled by  rail  all  the  way  or  by  rail  in  connection  with  steamer: 

Number  Number 

of  tons  of  tons 

Month.  westbound.  eastbound.  Total  ton*. 

May     185,561  124,641  260,202 

June     .  181,780  153,027  334,807 

July     217,736  279,450  497, 186 

August  229,894  200.571  480.465 

September     183,446  264,860  1 IX. SIM; 

October     210,889  219,355  130,24 1 


Total    tons    1,159,306  1,241,904 

2,401,210  tons  equals  60.030  cars  of  80.000  pounds  each. 
60,030  cars  equals  1.200  trains  of  DO  cars  each. 


2,401,210 


C.  &  E.  I.  SECURITIES 

The  Traffic   World   Washington  Bureau 

The  Chicago  &  Eastern  Illinois  Railway  Company,  which  is 
being  organized  to  acquire  the  properties  of  the  Chicago  &  East- 
ern Illinois  Railroad  Company,  now  in  the  hands  of  receivers, 
has  filed  an  application  with  the  Commission  asking  for  authority 
to  perform  certain  transactions  with  respect  to  the  securities  of 
the  old  company  and  of  the  new.  It  asks  for  authority  to  issue 
securities  in  connection  with  the  proposed  reorganization. 

The  application,  filed  on  behalf  of  the  new  company  by 
George  W.  Murray  and  Joseph  P.  Cotton,  counsel,  sets  forth  that 
the  aggregate  indebtedness  and  stock  of  the  new  company  will 
be  $91,321,150,  whereas  that  of  the  old  company  is  $115,605,043.39. 
Of  the  $91,321,150,  $49,530,150  will  be  represented  by  stock  and 
the  rest  by  bonds.  The  old  company  has  $81,603,395.24  of  bonds 
and  $19,377,268.88  of  stock,  according  to  the  application. 

The  annual  interest  charges  of  the  new  company  will  be 
$2,169,628,  the  applicant  states,  whereas  those  of  the  old  com- 
pany are  $4,288,580.  The  annual  compensation  awarded  to  the 
old  company  by  the  Board  of  Referees  appointed  by  the  Com- 
mission was  $4,450,000,  or  more  than  double  the  fixed  charges 
of  the  new  company.  The  net  railway  operating  income  of  the 
old  company  was  $420,435.72  for  September,  and  $659,065.99  for 
October,  or  at  the  rate  of  more  than  $6,500,000  a  year,  or  nearly 
three  times  the  amount  of  the  fixed  charges  of  the  new  company, 
it  is  stated. 

The  court  having  jurisdiction  of  the  property  has  decreed 
that  it  be  sold  January  11,  1921.  The  property  has  been  in  the 
hands  of  the  receivers  since  May  21,  1913. 

The  applicant  states  that  the  property  of  the  old  company 
was  practically  rebuilt  during  the  receivership  and  federal  con- 
trol, practical  all  the  earnings  being  put  back  into  the  property. 
The  Director-General  expended  $3,437,768.19  for  additions  and 
betterments  and  $741,000  for  new  equipment,  it  is  stated.  This 
has  been  at  the  expense  of  the  security  holders,  the  applicant 
says. 

Ano'ther  development  of  the  receivership,  it  is  explained,  has 
been  the  separation  of  what  is  known  as  the  Purchase  Money 
Coal  properties  and  the  Evansville  &  Indianapolis  from  the  rail- 
road company.  The  new  company  plans  to  raise  $6,000,000  by 
an  assessment  of  $30  per  share  on  stock  and  also  expects  to  get 
$6,500,000  from  the  Director-General  in  its  settlement  with  the 
Railroad  Administration. 

The  operating  management  of  the  property  will  remain  the 
same,  it  is  stated.  The  applicant  says  the  company  will  be  in 
sound  financial  condition  when  it  starts  operations  if  the  appli- 
cation is  approved. 
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EXPRESS  COMPANY  CLAIMS 

Kiliior  The  Traffic  World: 

I'm  some  lime  past  considerable  space  has  been  taken  up 
in  your  magazine  covering  complaints  from  outraged  shippers 
•  ami  of  the  manner  in  which  C.  W.  Stockton,  claim  agent 
lor  i he  Adams  Express  Company,  handled  their  claims.  The 
writer  lias  experienced  the  same  feeling  expressed  in  these  com- 
plaints regarding  the  manner  in  which  Mr.  Stockton  escaped 
payment  of  Just  claims,  and  at  the  same  time  has  searched 
diligently  for  a  method  whereby  Mr.  Stockton  could  be  brought 

ime.  The  difficulty  lay  in  finding  a  plan  whereby  claims 
of  reasonably  small  amounts  could  be  handled  profitably. 

The  writer  now  has  a  plan  submitted  by  a  firm  of  well- 
known  attorneys,  which  seems  to  be  what  he  has  been  looking 
for,  but  it  requires  the  co-operation  of  a  number  of  claimants. 
The  writer  is  desirous  of  obtaining  settlement  of  several  claims 
•mst  the  Adams  Express  Company  and,  if  other  claimants 
will  co-operate,  no  doubt  we  will  be  able  to  get  our  money. 
If  those  shippers  who  have  voiced  complaints  about  Mr.  Stock- 
ton's handling  of  claims,  and  others  who  so  desire,  will  write 
the  undersigned,  a  copy  of  this  plan  will  be  sent  them. 

It  is  clear  that  Mr.  Stockton  does  not  intend  to  pay  and  it 
is  either  a  case  of  taking  action  or  consider  the  claims  worth- 
less. The  writer  does  not  care  to  consider  his  claims  worthless 
and  solicits  the  co-operation  of  other  claimants  in  forcing  Mr. 
Stockton  to  pay. 

Pueblo  Traffic  Bureau, 

Pueblo,  Colo.,  Dec.  21,  1920.  By  R.  L.  Ellis. 


but  we  hear  so  much  about  cleaning  up  advertising  that  1  be- 
lieve the  extension  universities  owe  it  to  their  many  students 
to  carry  on  an  extensive  educational  advertising  campaign,  giv- 
ing substantial  facts  to  the  big  industries  why  their  graduates 
are  competent  to  handle  the  line  of  work  for  which  they  are 
specially  trained. 

I   heartily   agree   with    Mr.   Colson   that  "education   is   the 

.remedy  for  the  majority  of  the  ills  of  the  world,"  and  we  must 

not  forget  the  great  works  the  extension  schools  are  doing  for 

those  that  did  not  have  educational  advantages  early  In  life. 

To  the  man  who  is  interested  in  traffic  work  there  is  a 
fascination  that  he  cannot  get  from  anything  else,  and  the  great 
field  is  still,  so  to  speak,  in  its  infancy,  and  the  man  who  by 
long  hours  of  study  has  fitted  himself  for  this  work  will  come 
into  his  own  some  time  in  the  future.  What  we  must  do  is 
stand  together  and  render  each  other  every  service  we  can,  un- 
til we  achieve  that  for  which  we  have  labored. 

Akron,  O.,  Dec.  27,  1920.  F.  W.  Johnson. 


HOW  TO  GET  WHAT  YOU  WANT 

Kditor  The  Traffic  World: 

I  recently  came  across  an  advertisement  for  the  sale  of  a 
book  entitled  "How  to  Get  What  You  Want."  It  struck  me 
rather  queer  and,  more  out  of  curiosity  than  anything  else,  I 
sent  for  a  copy  of  it.  I  have  found  it  very  different  from  what 
i  I  had  expected  and  decidedly  different  from  anything  I  have 
before  read.  It  deals  aptly  with  the  material  things  in 
life  which  many  overlook,  and  I  am  convinced  it  will  prove  an 
inspiration  from  beginning  to  end  for  those  who  are  ambitious 
and  want  to  forge  ahead  through  straightforward,  honest  effort. 
I  have  received  an  immense  amount  of  good  from  having  read 
and  reread  it. 

It  has  occurred  to  me  that  it  would  be  paying  but  a  small 
tribute  to  humanity  for  one  to  let  good  things  be  known  when 
discovered. 

After  having  ordered  something  like  fifteen  copies  for  dis- 
tribution among  some  of  my  immediate  friends  as  Christmas 
gifts,  I  decided  that,  possibly  with  your  kind  permission,  I  might 
let  the  readers  of  The  Traffic  World  and,  through  them,  others, 
know  of  the  existence  of  this  valuable  book,  which,  If  read, 
will  not  fail  to  arouse  the  ambitions  of  those  who  are  striving 
for  advancement  and  a  greater  purpose  in  life.  I  have  no  pe- 
cuniary interest  in  the  book,  its  sale  or  its  publishers.  It  is 
entirely  on  my  own  responsibility  that  I  recommend  it,  and 
only  out  of  the  thought  that  those  who  get  it  will  derive  a  great 
benefit  from  its  reading. 
Philadelphia,  Pa.,  Dec.  23,  1920.  C.  E.  Wallington. 


THE  INDUSTRIAL  TRAFFIC  MAN 

Kditor  The  Traffic  World: 

I  have  been  reading  with  much  interest  the  various  articles 
in  the  Open  Forum  regarding  the  industrial  traffic  man.  W.  H. 

on,  in  his  article  in  the  issue  of  December  11,  gives  the 

e  experience  I  have  had  in  applying  for  positions  in  the 
industrial  traffic  field.  What  I  should  like  explained  is  why  the 
man  who  has  earned  his  way  by  work  and  proved  ability  to 
the  position  of  superintendent  or  general  manager  of  a  sub- 
Mantial  business  enterprise,  has  no  more  chance  in  the  traffic 
Held  than  the  man  that  hasn't  earned  his  spurs  in  business,  by 
being  able  to  keep  an  organization  of  workers  together  and 
rendering  efficient  service  against  the  great  odds  we  have  had 
to  overcome  in  the  last  five  years.  As  I  see  It,  a  man  in  this 
position  who  has  burned  his  midnight  oil  and  graduated  from 
a  good  extension  school  teaching  traffic  should  stand  head  and 
shoulders  above  the  railroad  employe,  of  which  there  are  but 
one  in  a  hundred  that  has  had  any  executive  experience. 

I  do  not  wish  to  criticize  the  extension  school  advertising, 


MAILING  OF  ARRIVAL  NOTICES 

Editor  The  Traffic  World: 

We  have  noticed  lately  in  your  "Questions  and  Answers" 
column,  disputes  regarding  the  mailing  of  arrival  notices,  some 
of  which  probably  are  never  mailed  by  the  arrival  clerks. 

To  settle  these  disputes  for  all  time,  we  believe  a  carbon 
copy  of  all  notices  sent  ought  to  be  retained  by  the  railroads, 
each  of  which  ought  to  be  numbered,  the  number,  of  course, 
corresponding  to  the  original  notice.  If  this  system  were  used, 
we  do  not  see  how  the  carriers  could  be  blamed  for  not  mailing 
arrival  notices  if,  on  investigation,  it  is  found  that  a  copy  of  the 
notice  is  on  file. 

As  for  ourselves,  we  have  not  had  any  trouble  in  regard 
to  this  matter,  but  fully  appreciate  what  others  must  put  up 
with  in  cases  of  this  kind. 

American  Woodpulp  Corporation, 

New  York,  N.  Y.,  Dec.  23,  1920.  D.  Levine. 


CUYLER  PROMISES  ECONOMIES 

Declaring  that  he  knew  of  no  movement  on  the  part  of  the 
railroads  for  a  general  Increase  in  rates,  although  the  increased 
rates  under  Ex  Parte  74  have  not  produced  "anything  like  the 
six  per  cent  return  needed,"  Thomas  De  Witt  Cuyler,  chairman 
of  the  Association  of  Railway  Executives,  in  a  review  of  the  rail- 
road situation  for  1920,  issued  by  him  December  27,  said  that 
"the  railway  executives  realize  that  they  are  trustees  of  a  great 
public  interest  in  the  reduction  of  railroad  operating  expenses  to 
the  lowest  possible  figure." 

"This  is  the  record  year  of  American  railroad  operation," 
said  he.  "Not  only  has  a  larger  gross  tonnage  been  moved 
than  ever  before,  but  new  records  have  been  established  in  the 
amount  of  transportation  gotten  out  of  each  car.  Even  during 
the  war  year  of  1918  the  highest  performance  was  494  ton  miles 
per  car  per  day,  while  for  August,  1920,  the  average  was  557, 
and  for  September  and  October,  565. 

"In  the  nine  full  months  since  the  government  turned  back  the 
railroads  to  their  owners  on  March  1,  the  railroad  companies 
under  private  operation  have: 

1.  Increased   the   average  movement  per   freight   car   per  day   6.3 
miles — from  22.3  to  28.6  miles. 

2.  Increased  the  average  load  per  car  1.7  tons — from  28.3  to  30  tons. 

3.  Made    substantial    reduction    in    the    number    of    unserviceable 
locomotives. 

4.  Reduced  the  accumulation  of  loaded  but  unmoved  freight  cars 
from  103,237  on  March  1,  to  21.991  on  December  3,  of  which  only  6.386 
were  detained  because  of  the  Inability  of  the  railroads  to  move  them. 

5.  Relocated  approximately  180,000  box  cars  from  the  east  to  the 
west  for  the  movement  of  farm  produce. 

6.  Relocated  approximately  180.000  open   top   cars    from   the  west 
to  the  east  to  keep  up  the  production  of  coal. 

7.  Moved  the  third  highest  coal  production  In  the  history  of  the 
country. 

8.  Spent  over  $500,000,000  extra  on  improving  the  maintenance  of 
tracks,  bridges,  cars  and  locomotives. 

9.  Contracted  to  spend  about  1250,000,000,  largely  out  of  earnings, 
for  additions  and  betterments  to  promote  the  movement  of  cars. 

10.  Made    arrangements    to    purchase    approximately    50,000    new 
freight  cars,  1,500  new  locomotives  and  1,000  new  passenger  cars. 

11.  Begun  the  reconstruction  of  thousands  of  old  cars. 

12.  Moved — with  a  deteriorated  plant,   under  disturbed   labor  and 
business   conditions — the   largest   volume   of   traffic    ever  known   In    a 
single  year,  with  the  highest  efficiency  yet  achieved,  and  with  a  mini- 
mum addition  to  the  value  of  the  property  on  which  the  public  has 
to  pay  a  return  through  rates. 

"When  the  railroad  companies  resumed  operation  of  their 
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properties  on  March  1  an  unusually  large  number  of  cars  and 
locomotives  were  in  bad  order;  the  stress  of  war  conditions  had 
compelled  their  use  in  a  most  intensive  manner,  and  the  time 
was  at  hand  when  much  of  the  rolling  stock  was  due  for  thor- 
ough repairs;  a  very  small  proportion  of  the  cars  of  any  road 
were  on  its  own  lines;  equipment  was  badly  distributed  with  ref- 
erence to  the  needs  of  traffic;  there  were  no  stocks  of  coal  left 
over  from  the  preceding  year;  a  vast  amount  of  grain  remained 
on  hand  from  1919,  and  a  volume  of  business  was  being  offered 
which  seemed  beyond  the  ability  of  the  railroads  to  move. 

"In  addition,  railroad  labor  was  in  an  uneasy  and  dissatisfied 
frame  of  mind.  The  railroads  inherited  pending  wage  demands 
amounting  to  approximately  $1,180,000,000,  and  while  every  effort 
was  made  by  the  railroads  to  bring  the  wage  question  to  a  sat- 
isfactory conclusion  through  the  U.  S.  Railroad  Labor  Board, 
outlaw  strikes  developed  in  April  which  produced  effects  wholly 
disproportionate  to  the  number  of  men  ceasing  work. 

"Interstate  Commerce  Commissioner  Aitchison,  who  has  been 
in  direct  charge  of  car  service  matters  for  the  Interstate  Com-, 
merce  Commission,  has  said: 

The  condition  in  the  spring  of  1920  was  more  menacing  to  the 
domestic  welfare  of  the  country  than  it  was  in  the  early  winter  of 
1917,  when  federal  control  was  assumed.  But  the  situation  was  met, 
squarely  and  courageously,  in  a  businesslike  way,  without  political 
interference  or  pressure  of  any  character  whatsoever,  under  the  or- 
derly processes  of  law,  by  privately  operated  railroads,  directed  along 
consistent  lines  to  secure  that  unity  of  object  and  policy  which  was 
the  end  sought  in  placing  the  carriers  under  federal  control  during 
the  war. 

"The  annual  report  of  the  Interstate  Commerce  Commission, 
filed  with  Congress  on  December  9,  states: 

Comparing  August,  1920,  with  Axigust,  1919,  the  increased  mileage 
had  the  effect  of  increasing  the  car  supply  287,694  cars;  the  increased 
tonnage  per  car  had  the  effect  of  increasing  the  car  supply  approxi- 
mately 104,942  cars. 

"The  railroad  companies  have  manufactured  increased  trans- 
portation capacity;  not  out  of  new  cars  and  locomotives,  but  out 
of  increased  efficiency.  If  the  enlarged  capacity  provided  by  the 
companies  during  the  past  nine  months  had  had  to  be  produced 
by  new  cars  and  locomotives,  it  would  have  required  the  expendi- 
ture of  approximately  $2,000,000,000,  a  sum  of  money  which  would 
have  been  permanently  added  to  the  property  value  of  the  rail- 
roads, on  which  the  public  would  ultimately  have  to  pay  a  return 
through  rates. 

"In  avoiding  the  expenditure  of  this  $2,000,000,000  or  any  sub- 
stantial portion  of  it;  in  increasing  the  efficient  use  of  our  pres- 
ent facilities,  and  in  restoring  the  orderly  flow  of  commodities, 
the  railroads  have  made  a  great  contribution  toward  bringing 
about  more  normal  economic  conditions,  and  have  fully  met 
their  responsibilities  in  this  period  of  national  readjustment. 

"For  this  result,  however,  the  railroad  companies  do  not 
take  sole  credit.  The  help  of  shippers  in  promptly  loading  and 
unloading  cars — using  Sundays  and  holidays  as  well  as  week-days 
— and  the  day-and-night,  rain-or-shine  work  of  hundreds  of  thou- 
sands of  railroad  employes  in  placing  and  removing  those  cars 
and  in  keeping  them  moving  when  once  loaded,  are  gratefully 
appreciated. 

"It  is  the  earnest  hope  of  the  railroad  companies  that  this 
will  be  a  national  object  lesson  in  the  value  of  co-operation,  and 
will  lead  shippers,  railroad  employes,  railroads  executives  and 
the  general  public  to  pull  together  for  an  even  better  showing 
in  1921. 

"The  statement  is  being  made  in  various  quarters  that  the 
railroads  will  shortly  seek  a  further  increase  in  rates.  I  know  of 
no  movement  on  the  part  of  the  railroads  for  a  general  increase 
in  rates,  nor  do  I  expect  any.  It  is  true  that  the  railroad  com- 
panies are  not  yet  receiving  from  the  increased  rates  anything 
like  the  six  per  cent  return  needed.  But  the  railway  executives 
realize  that  they  are  trustees  of  a  great  public  interest  in  the  re- 
duction of  railroad  operating  expenses  to  the  lowest  possible  fig- 
ure, and  every  effort  will  be  made  during  the  coming  year  to  ac- 
complish this  by  further  economies  and  efficiency. 

"Private  ownership  and  operation  of  railroads  as  a  measure 
of  sound  public  policy  rests  largely  upon  its  superior  efficiency 
and  economy.  In  my  judgment  the  American  railroad  companies 
during  the  present  year  have  fully  justified,  and  during  the  com- 
ing year  will  make  every  effort  to  continue  to  Justify,  the  sup- 
port and  confidence  which  public  opinion  in  gratifying  measure 
has  already  accorded  them." 


JOINT  TERMINAL  USE  AT  PORTLAND 

The  Traffic  World  Wellington  Bureau 

A   request   that   the   Commission   exercise   the    emereenrv 

^rnrneiVA'\,it,byt  Cong/ess  ln  the  fifteenth  paragraph  of  the  first 

tlon  of  the  Interstate  commerce  law—  the  one  under  which  it 

sued  the  car  service  orders  in  behalf  of  the  distribution  of 

o  prevent  the  ouster  of  the  Great  Northern  and  the  Spo- 


the  terminals  in  question  shall  be  used  jointly  by  all  the  rail- 
roads now  using  them. 

In  effect,  the  request  is  that  the  Commission  issue  a  tem- 
porary injunction  to  hold  the  situation  until  it  can  hear  the  com- 
piamt.  'i  he  complaint  calls  for  the  exercise  of  the  Commission's 
power  to  require,  in  the  public  interest,  the  joint  use  of  ter- 
minals, or  any  part  of  the  track  or  other  facility  of  a  common 
carrier  by  another  or  by  other  carriers. 

The  complaint  and  its  appendix,  which  latter  the  complaining 
public  service  commission  calls  a  motion,  constitute  an  effort  on 
the  part  of  the  Oregon  authorities,  acting  for  the  city  of  Port- 
land, to  retain  one  of  the  benefits  of  that  unification  which  took 
place  under  federal  control.  According  to  the  Oregon  commis- 
sion the  use  of  the  terminal  by  the  Great  Northern  and  the  Spo- 
kane, Portland  &  Seattle  is  required  by  the  public  interest  and 
their  ouster  therefrom  would  work  to  the  detriment  of  the  pub- 
lic. The  complaint  constitutes  a  sizable  volume  setting  forth 
the  fact  that  the  terminal  is  owned  by  the  Northern  Pacific,  the 
Oregon-Washington  Railroad  &  Navigation  Company  and  the 
Southern  Pacific,  the  Northern  Pacific  and  the  Union  Pacific's 
subsidiary  owning  sixty  per  cent  of  the  stock  and  the  Northern 
Pacific  forty.  The  Southern  Pacific  owns  twenty  and  the  Oregon- 
Washington  forty. 

According  to  the  allegation,  the  Southern  Pacific  and  the 
Oregon-Washington  are  the  ones  that  caused  the  Great  Northern 
and  the  S.  P.  &  S.  to  be  served  with  notice  to  vacate  not  later 
than  the  last  day  of  the  year,  the  notice  having  been  served 
December  15,  or  thereabouts.  According  to  the  allegation  in  the 
complaint  the  Southern  Pacific  uses  about  fifty  per  cent  of  the 
capacity  of  the  terminal,  but  pays  only  one-third  of  the  expenses. 

Under  the  terms  of  the  amended  first  section  the  Commis- 
sion has  power  to  go  into  the  whole  subject  and  prescribe  the 
terms  and  conditions  on  which  one  railroad  shall  be  permitted 
to  use  the  terminals,  tracks  or  other  facilities  of  another.  The 
question  as  to  how  much  each  carrier  shall  pay  toward  keeping 
up  a  terminal,  if  the  law  is  enforceable,  depends  on  the  judgment 
of  the  regulating  body  and  not  on  the  contract  or  contracts  that 
may  be  made,  if  there  is  any  dispute  between  them.  In  this 
case  there  is  no  direct  dispute  about  terms,  but  the  Oregon 
authorities  have  intervened  to  prevent  the  Great  Northern  and 
the  S.  P.  &  S.  being  thrown  out  of  the  station  into  which  they 
have  been  bringing  their  trains  ever  since  the  issuance  of  the 
order  by  the  Railroad  Administration  requiring  joint  use. 

In  the  discussions  about  the  new  transportation  act,  little  ques- 
tion has  been  raised  about  the  constitutionality  of  the  law  em- 
powering the  Commission  to  require  the  use  of  the  property  of 
one  company  by  another  in  which  the  convenience  of  the  public 
is;  the  only  reason  for  requiring  such  taking  of  private  property 
by  the  government  for  the  benefit,  not  of  itself,  but  of  another. 

The  question,  it  is  believed,  will  be  sharply  raised  in  the 
San  Francisco  and  the  Portland  cases.  In  the  former  the  Com- 
mission has  instituted  an  inquiry  on  the  application  of  the  munici- 
pal authorities  of  Oakland,  and  hearing,  for  the  federal  body,  is  to 
be  held  by  the  California  commission.  In  that  case  the  Oakland 
authorities  are  trying  to  force  the  Southern  Pacific  to  retain  the 
Santa  Fe  as  its  tenant  in  the  Oakland  terminal,  whither  Santa 
Fe  trains  began  running  during  the  period  of  federal  control. 
The  Western  Pacific  was  also  a  tenant  of  that  terminal  during 
federal  control,  but  it  has  moved  out.  In  neither  case  are  the 
companies  threatened  with  ejectment  making  any  direct  effort  to 
remain  in  possession  of  the  terminals.  If  they  are  making  indi- 
rect efforts  the  fact  is  not  of  clear  record. 

The  Southern  and  the  Union  Pacific  companies,  at  the  re- 
quest of  the  Commission,  have  agreed  to  a  postponement,  for 
a  reasonable  time,  of  the  notice  to  vacate  served  on  the  Great 
Northern  and  the  Spokane,  Portland  &  Seattle,  by  the  Northern 
Pacific  Terminal  Company.  The  notice  required  them  to  quit 
the  terminals  of  the  Northern  Pacific  at  Portland  on  the  last 
day  of  the  year. 

This  request  to  postpone  the  effective  date  of  the  notice  to 
vacate  was  made  by  the  Commission  rather  than  exercise  its 
power  to  issue  an  emergency  service  order  requiring  the  ter- 
minal company  to  allow  the  Great  Northern  and  the  S.  P.  &  S. 
to  continue  as  tenants  in  the  terminals  that  are  most  convenient 
for  the  people  of  Portland. 

The  Southern  and  Union  Pacific  companies  asked  that  the 
formal  case  brought  by  the  public  service  commission  of  Oregon 
have  an  early  hearing.  The  formal  complaint  is  the  step  taken 
oy  the  Oregon  commission  to  prevent  the  ouster  of  the  two 
companies. 


public  Intere.t  requIre     tht 


EQUIPMENT   FOR   A.  C.   L. 

The  Atlantic  Coast  Line  Railroad  Company  has  petitioned 

the    Commission   for   authority   to   execute   an   equipment   trust 

agreement  under  which  it  will  agree  to  pay  to  the  Safe  Deposit 

Trust  Company  of  Baltimore,  trustee,  as  rental  and  on  account 

>f  purchase  price  of  the  equipment,  amounts  aggregating  $6  220  - 

000    of  which  $1,720,000   will  be  paid   in  cash   on  delivery  of 

nf  U*^ennnn  ""V.  I14-500'000   ™   fifteen   equal   annual   instalments 

00,000  each.    The  equipment  trust  certificates  to  be  issued 

under  the  trust  will  be  sold  at  not  less  than  94.06  per  cent  of! 

ar,  or  on  a  7%  per  cent  basis,  to  J.  P.  Morgan  &  Co 
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Personal  Notes 


C.  H.  Carringer,  the 
newly  elected  president 
of  the  Traffic  Club,  Waco, 
Tex.,  was  born  at  Mount 
Pleasant,  la.,  and  educated 
in  the  public  schools  of 
Illinois  and  at  Washburn 
College.  His  railroad 
career  began  in  1891, 
when  he  entered  the  •em- 
ploy of  the  G.  C.  &  S.  F. 
Railway  as  a  clerk.  He 
remained  in  the  service 
of  this  road  as  solicit- 
ing freight  agent  and 
commercial  agent  in  San 
Antonio,  Waco  and  Hous- 
ton, and  during  the  period 
of  government  control 
acted  as  joint  station 
agent  for  the  Santa  Fe 
and  A.  &  S.  railroads  at 
Ballinger,  Tex.  In  June, 
1919,  he  was  appointed 
traveling  freight  agent  for 
the  G.  C.  &  S.  F.  Railway,  and  on  March  1,  1920,  division  freight 
and  passenger  agent  at  Waco.  He  was  elected  to  the  presidency 
of  the  Traffic  Club  on  December  9. 


R.  D.  Coleman  has  been  appointed  assistant  general  freight 
agent  for  the  St.  Louis  Southwestern  Railway,  at  St.  Louis,  vice 
G.  S.  Trowbridge,  resigned. 

About  sixty  friends  of  W.  H.  Wharton,  of  the  N.  C.  &  St.  L., 
who  leaves  Chicago  for  Nashville  the  first  of  the  year,  gave  him 
a  farewell  dinner  at  the  Chicago  Traffic  Club  Wednesday  evening 
of  this  week.  There  were  many  tributes  to  his  ability  and  char- 
acter and  a  traveling  bag  was  presented  to  him. 

F.  J.  Leonard  is  appointed  traffic  manager  of  F.  E.  Nellis 
&  Co.,  Chicago,  succeeding  H.  C.  Prevost,  resigned. 

J.  H.  Beek,  executive  secretary  of  the  National  Industrial 
Traffic  League,  formerly  traffic  director  of  the  St.  Paul  Asso- 
ciation, received  a  pleasant  surprise  on  the  occasion  of  a  visit 
to  his  former  home  in  St.  Paul  for  the  holidays.  His  former 
t  employers — the  men  of  the  traffic  department  of  the  St.  Paul 
Association — presented  to  him  as  a  Christmas  gift  a  beautiful 
Swiss  watch,  almost  the  exact  counterpart  of  the  one  presented 
to  H.  C.  Barlow  by  his  friends  in  the  Traffic  League. 

The  Southern  Railway  System  has  announced  the  appoint- 
ment of  R.  H.  Morris  as  general  western  freight  agent  at  Chi- 
cago. 

The  Remington  Arms  Company,  Inc.,  has  announced  that 
the  handling  of  its  carload  traffic  will,  in  the  future,  come  under 
the  supervision  of  F.  J.  Monaghan,  traffic  manager. 

Ai  L.  Rogers  has  been  appointed  contracting  freight  agent 
for  the  Central  of  Georgia  at  Columbus,  -Ga.,  vice  R.  H.  Mc- 
Cutcheon,  resigned. 

E.   L.  Mountfort  has  been  appointed  assistant  traffic  man- 
ager of  the  Gulf,  Mobile  &  Northern  Railroad,  at  Chicago,  and 
!.  W.  Richie  has  been  appointed  general  freight  and  passenger 
agent  for  the  same  road,  at  Mobile. 

The  Frisco  Lines  have  announced  the  appointment  of  Charles 
D.  Semple  as  commercial  agent  and  W.  L.  Evans  as  district 
passenger  agent  for  the  Pacific  coast,  both  with  offices  in  San 
Francisco. 

Charles  A.  Forrest,  appointed  general  agent  for  the  Frisco 
Lines  on  the  Pacific  coast,  has  had  railroad  experience  dating 
back  to  1889.    In  that  time  he  has  held  various  positions,  chiefly 
with  the  M.  K.  &  T.,  for  which  road  he  was  successively  sec- 
retary, contracting  freight  agent,  commercial  agent  and  official 
:  court  reporter.    During   the   period   of  government   control   he 
,    acted  as  transportation  specialist  for  the  Department  of  Agri- 
culture at  Atlanta.    Since  that  time  he  has  been  general  agent 
for  the  Frisco  Lines  at  Atlanta  and  Dallas. 

Whitefield   Sammis,   shorthand   reporter,  has  again  opened 

offices  in  Washington,  D.  C.,  to  accommodate  attorneys  and  traf- 

•  fie  men  visiting  that  city  with  a  place  to  receive  their  mail  and 

telephone  calls,  supplying  them  with  stenographic  and  clerical 

services. 

Frank  H.  Fayant,  assistant  to  the  chairman  of  the  Associa- 
tion of  Railway  Executives,  has  been  made  vice-president  of 
Thomas  F.  Logan,  Inc.,  of  New  York,  Washington  and  Chicago, 
advertising  agents  for  the  New  York  Central  Lines,  General 
Electric  Company,  Consolidation  Coal  Company,  Radio  Corpora- 
tion of  America,  United  Shoe  Machinery  Company  and  other 
,  corporations.  Mr.  Fayant  has  directed  the  public  relations  work 
of  the  railroads,  leading  up  to  the  enactment  of  the  transporta- 


tion act,  1920.  He  wag  at  one  time  London  correspondent  of 
the  New  York  Herald,  and  later  a  member  of  the  staff  of  the 
Wall  Street  Journal.  For  some  years  he  hag  acted  a«  adver- 
tising and  publicity  counsel  to  various  banking  and  Industrial 
interests. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

In  order  more  accurately  to  designate  the  scope  of  Its  activi- 
ties, the  Industrial  Traffic  Club  of  Buffalo  has  changed  Itn  name 
to  the  Industrial  Traffic  Club  of  the  Niagara  Frontier. 

The  December  meeting  of  the  Traffic  Club  of  New  York  was 
held  at  the  Waldorf-Astoria  on  the  evening  of  the  28th.  The 
speakers  were  Dr.  Irving  W.  Fay,  Brooklyn  Polytechnic  Institute, 
who  spoke  on  current  events,  and  Dr.  George  L.  Fisher,  whose 
subject  was  "Physical  Basis  of  Success  In  Business." 


CLARK  DISCUSSES  PRESENT  RATES 

The  Traffic   World   Washington  Bureau 

Doubt  that  the  railroads,  in  the  face  of  present  operating 
expenses,  will  be  able  to  earn  a  reasonable  income  on  their 
investment  under  the  existing  level  of  rates,  was  expressed  by 
Chairman  Clark,  of  the  Interstate  Commerce  Commission,  in  a 
letter  to  Senator  Harris  of  Georgia,  which  the  latter  made  public 
December  25. 

Chairman  Clark's  letter  was  in  reply  to  one  from  Senator 
Harris  in  which  the  senator  said  he  was  greatly  interested  in 
"the  matter  of  freight  and  passenger  rates  to  be  placed  within 
reach  of  the  average  person,  and  at  the  same  time  give  the 
railroads  a  reasonable  income  for  their  investment." 

"It  has  been  brought  to  my  attention  by  many  people  In 
Georgia,"  said  Senator  Harris,  "and  those  whom  I  see  here,  that 
the  present  high  passenger  and  freight  rates  are  doing  more  to 
decrease  the  amount  of  income  received  by  the  railroads  than  If 
a  lower  rate  were  in  effect  which  would  cause  more  freight  to 
move  and  more  people  to  travel.  In  other  words,  the  railroads  are 
not  carrying  an  average  maximum  of  freight  and  passengers 
since  the  increase  in  rates.  Of  course,  the  Commission  doubt- 
less has  figures  on  this  question  which  throw  more  light  than, 
I  can  by  general  observations. 

"It  is  needless  for  me  to  point  out  to  you  and  the  Com- 
mission that  the  railroad  situation  is  a  problem  which  has  not 
been  solved  to  any  great  degree  by  the  transportation  act  of 
1920.  The  thing  which  I  am  greatly  interested  in  is  the  matter 
of  freight  and  passenger  rates  to  be  placed  within  reach  of  the 
average  person,  and  at  the  same  time  give  the  railroads  a  rea- 
sonable income  for  their  investment.  Both  the  public  and  the 
roads  deserve  an  honest  living,  but  I  fear  that  both  are  now 
suffering.  Because  of  high  freight  rates  there  are  products  in 
my  state  which  are  now  being  shipped  in  small  quantities  in 
comparison  with  production  and  demand.  I  hope  that  an  ad- 
justment can  soon  be  made  which  will  bring  down  the  rates,  and 
I  would  thank  you  to  let  me  have  any  information  on  the  matter, 
at  your  convenience,  which  may  have  been  gathered  or  pub- 
lished by  the  Commission." 

Chairman  Clark's  letter  to  Senator  Harris,  in  part,  follows: 
"I  have  your  letter  of  the  twenty-first  referring  to  expres- 
sions that  have  reached  you  to  the  effect  that  the  existing  pas- 
senger fares  and  freight  rates  are  so  high  as  to  reduce  travel 
and  traffic,  and  consequently  the  revenues  of  the  carriers. 

"Your  expressed  desire  to  see  freight  rates  and  passenger 
fares  'placed  within  reach  of  the  average  person  and  at  the 
same  time  give  the  railroads  a  reasonable  Income  for  their 
investments'  is  one  in  which  we  all  cordially  join.  The  railroad 
owners  and  managements  naturally  put  the  maximum  estimate 
upon  their  necessities  and  deserts.  The  average  shipper  or 
traveler  naturally  minimizes  the  necessities  and  deserts  of  the 
roads  and  puts  the  maximum  estimate  upon  his  own  interests 
and  rights.  It  is  no  simple  problem  to  strike  the  balance  of 
right  and  equity  as  between  the  two.  Times  are  abnormal  and 
conditions  generally  are  affected  by  the  aftermath  of  the  war. 
It  is  trite  to  say  that  the  country  must  get  back  to  a  more 
normal  condition  and  more  normal  basis  for  commerce,  industry 
and  transportation.  It  is  not  to  be  expected  that  we  win  get 
back  to  prewar  prices  for  labor,  commodities  or  for  transporta- 
tion, but  it  Is  to  be  expected,  and  really  Is  necessary,  to  set 
back  to  a  situation  in  which  the  prices  of  labor,  commodities 
and  transportation  will  bear  proper  relative  proportions. 

"The  transportation  act  became  law  coincidentally  with  the 
termination  of  federal  control  of  the  roads.  The  period  wlthia 
which  the  readjustment  of  rates,  contemplated  by  that  act  and 
recognized  as  necessary  by  everybody,  must  be  made  was  short, 
and  the  matter  had  to  be  dealt  with  in  a  broad  and  somewhat 
general  way.  The  propriety  of  that  line  of  action  was  recog- 
nized by  those  interested  on  both  sides,  as  was  also  the  neces- 
sity for  readjustments.  Naturally,  in  those  readjustments  the 
interests  of  the  carriers  and  of  their  patrons  are  In  conflict 
and  their  views  diverge.  The  financial  results  from  operation 
of  the  roads  by  the  government  are  well  known,  as  is  also  the 
fact  that  the  level  of  operating  expenses  had  risen  out  of  all 
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proportion  to  the  revenues  from  the  then  existing  rates.  The 
operating  ratios  were,  and  still  are,  abnormally  high,  and  it  is 
by  no  means  certain  that  even  with  the  existing  level  of  rates 
the  carriers  can,  under  the  existing  level  of  operating  expenses, 
the  principal  items  of  which  are  wages  and  fuel,  earn  a  'reason- 
able income  for  their  investment.'  We  are  endeavoring  to  keep 
abreast  of  the  situation.  We  are  exercising  our  powers  in  so 
far  as  seems  appropriate  to  prevent  unreasonable  or  inappro- 
priate increases  in  charges  by  the  carriers,  and  are  co-operating 
with  the  carriers  and  the  shippers  in  bringing  about  appropriate 
readjustments  through  reductions  in  charges,  especially  where 
it  appears  that  the  existing  charges  are  such  as  to  prevent  the 
movement  of  the  traffic.  I  think  you  are  entirely  correct  when 
you  say  'both  the  public  and  the  roads  deserve  an  honest  living, 
but  I  fear  that  both  are  now  suffering.' 

"There  has  been  a  substantial  reduction  in  the  amount  of 
freight  offered  for  transportation.  This  has  resulted  in  large 
part  from  the  closing  down  of  industries,  prominent  among 
which  may  be  mentioned  iron  blast  furnaces,  woolen  mills,  and 
automobile  factories,  and  to  the  shortening  of  time  of  operation 
in  many  other  manufacturing  and  industrial  enterprises.  We 
know  that  the  grain  crop  of  the  west  has  not  moved  this  year 
in  normal  quantities,  and  that  an  unusual  proportion  of  the  crop 
remains  on  the  farms.  This  is  because  of  unsatisfactory  prices 
and  the  holding  back  of  grain  in  the  hope  of  improvement.  I 
think  that,  in  a  general  way,  the  same  is  true  with  regard  to 
the  movement  of  the  cotton  crop. 

"On  the  question  of  whether  or  not  readjustment  is  proceed- 
ing too  rapidly  or  too  slowly,  diametrically  opposed  views  are 
entertained  by  different  interests.  Many  suggestions  for  relief 
through  federal  aid  and  otherwise  are  brought  forward,  and 
each  has  its  advocates  and  its  opponents.  The  times  are  such 
that  call  for  the  best  thought  on  the  part  of  all  thinking  men 
in  order  that  the  best  advice  may  be  given  to  those  who  are 
not  in  a  normal  frame  of  mind  and  who  are  disposed  to  act 
without  carefully  thinking  through  the  proposition  which  they 
support." 


RAILWAY  REVENUE 

The   Traffic    World    Washington   Bureau 

Because  of  the  close  attention  that  is  being  given  to  the 
earnings  of  the  railroads  under  the  increased  rates  prescribed 
by  the  Commission  in  Ex  Parte  74,  the  October  compilation  by 
the  bureau  of  statistics  of  the  Commission  of  earnings  of  roads 
which  had  operating  revenues  in  excess  of  $25,000,000  in  1919  is 
of  particular  interest. 

In  the  following  the  net  railway  operating  income,  or  deficit, 
as  the  case  may  be,  is  shown  for  the  month  of  October  as  com- 
pared with  the  same  month  of  1919,  and  also  for  the  ten  months 
ending  with  October  as  compared  with  the  same  period  of  1919. 
The  October  figures  are  stated  first  in  each  instance  and  for 
the  ten-month  period  second,  and  in  each  group  the  1920  figures 
are  stated  first: 

B.  &  O.— $2,881,232  and  $1,531,457;   deficit,   $5.543,942  and  $4,709  794 
J|-/u£    M.— Deficit,    $705,420    and    $690,205;    deficit,    $10,358,599    and 
9o,tfvV)V*K 

Central    of    N.    J.— $288,513    and    deficit,    $41,611;    deficit,    $6,898,114 

Big  Four— $1.668.934  and  $2.053,084;    $5.559,251  and   $12.269,790. 
D.  &  H.— $283,334  and  $282,076;  $742,419  and  $2  063  386 
D.  L.   &  W.— $1,100,858  and  $912,469;   $1,609,777  and  $9,609,495. 
and^7ie600n5  °'    &   E'~ *266'237   and    W13.470;    deficit,    $11,790,429 

,.,  ^fnigh  Valley— $1,311,598   and   8529,538;    deficit,   $6,271,208   and   $3.- 

JJ-.Utio. 

Michigan    Central— $1,702,534    and    $2,223,250;    $1,845,154    and    $14.- 

')  i  H.31J. 

$1  •!72<4W6Y°rk  Central~*4'262'010  and  $5,500,515;  deficit,   $6,188,691  and 

'    N.    Y'.   N 
$5,618.833. 

a— $3.978,622    and    $3,050,602;     deficit,     $52,633,666    and 


&  H.— $140,747   and    $1,257,355;    deficit,    $9,095,852   and 
—$3,978,622     and     $3,050,602;     deficit,     $52,633,666     and 
Pere   Marquette— $531,571    and    $881354;    deficit.    $252,236   and    $6,- 


ia   & 

nlttiif"^    &    Lak<!     Erle-*1'849'915    and    «95,754;     $628,073    and 
and ^2,233^90*  St'  L— *631'292  and  denclt-  J587.142;  deficit,  $12,126,124 
Wabash— $533.355  and   $740,894;   deficit,   $5,567,858  and   $945402 
C    &  O.— $2,572.000  and   $445,659:   $8,988.997  and  $8588591 
?;,&,}V-T.'t'603-T!41  an.d  '1.156.662;   $1,427.191  and  $9  277,233. 
$5.169644  Llne-$894,247    and    $829,958;    deficit,    $287,770    and 

Illinois    Central— $1.713,526    and    $984,230;    $4,437,161    and    $4723397 
?'  £  N,T$A6?5>2T9?  and   ^-I75'"^:   $515.767  and   $9,2187482. 
$2174C735  Une— *501.u21    and    $234,743;    deficit,    $6,214,767    and 

Southern— $1.331.842   and    $930,566;    $13,136622    and    *7  947  181 

'    ISn3'8,1^? "d  >4'? IS -1,"'. *«.a».007  -d4  7$?03406,513. 
$1SR557  Alton— $281,834  and  d.  flclt,  $9,518;   deficit,  $923,999  and 

S71.3f33.&  N'  W— *2'576'°86  and   $2.444,617;   deficit,   $3,398,894  and  $13,- 

!v  ?;  ^  *"^ — 12.855.769  and  $8,710,997;  $7,049,095  and  S2^ftfiftQi*> 
J4.13.U061;    *  $2,049,754    and    $2.088,472;    deficit.    $15,908,380 '  and 

r'  ?:    p*xJ>'"7*h464;7,i"  and  $1.604.867;  $333,205  and  $8627457 

141.590  and  $404.896;   $1,538.233  and   $2,287,674. 


Denver    &     Kio     Grande— $1,013,75C     and     $758,495;     $4,91S,30S     ;tnd 
$4,837,571. 

Great  Northern — $2,370,448  and  $3,158,921;   $3,702,525  and  $13,243,106.? 

M.  St.  P.  &  S.  S.  M.— $674.011  and  $723,908;  $780,508  and  $4,lsy.  1  47. 

M.  K.   &  T. — $890,553  and  $543.635;    $4,130.637  and   $3.972.024. 

II.    K.    &    T.    of    Texas — $373,971    and    deficit,    $401,771;    deficit.    $6.  . 
277,131  and  deficit,  $817,771. 

Mo.   Pac.— $1,026.122  and   $597,495;    deficit,    $7,064.621   and    $4.87:;. :<:'::. 

Northern     Pacific — $2,613.645    and    $2,560,518;     $8,645,448    and     .*!  I  - 
931,659. 

Oregon      Short      Line— $1,559.345      and      $1,716,190;      $S,  043,948      ami 
$8,721,704. 

O.-W.  R.  R.  &  N.  Co. — $66,184  and  $552,936;  $351.092  mid  $3.242,31'! 

St.   L.-S.   F.— $1,773.570   and   $1,648.893;    $6,871,403   and    <12.461.ssii 

Sou. -Pac.— $5.377,490  and   $5,564,375;    $18,277,425  and   $26,181. Hi:,. 

T.  &  P. — $545,305  and  $449.049;  $1«0,160  and  $3,076.005 

Union  Pacific — $4,824,085  and  $3,998,943;   $24,186,923   and   $29.4ni;  ^7 


CLAIMS  FOR  COMPENSATION 

The  Traffic   World   Washington  Bureau 

It  is  probable  that  much  of  the  time  of  the  Court  of  Claims 
for  the  next  year  will  be  taken  up  with  cases  in  which  railroads, 
not  satisfied  with  awards  of  compensation  made  by  referees 
appointed  by  the  Interstate  Commerce  Commission  to  mak 
recommendations  to  the  President  in  instances  in  which  ther 
could  be  no  agreement  between  the  railroad  and  the  Railroae 
Administration,  have  asked  the  court  for  judgments  against  the 
government,  under  the  terms  of  the  federal  control  act.  The 
taking  of  depositions  will  be  begun  in  New  York  the  first  week 
of  the  new  year  in  No.  34693,  the  Ulster  &  Delaware  Railroad 
Company  vs.  United  States. 

There  is  wide  disagreement  between  that  railroad  compan> 
and  all  agencies  of  the  government.  In  its  petition,  filed  by  A 
G.  Hagerty,  it  claims  compensation  at  the  rate  of  $518,556  pe 
annum,  or  $1,644,484  for  the  twenty-six  months  of  federal  control 
The  claim  of  the  road  went  to  a  board  of  referees  which  recom 
mended  to  the  President  that  he  make  a  contract  with  the  rail 
road  company  for  compensation  at  the  rate  of  $176,474  per  an 
num.  The  Railroad  Administration,  at  the  hearing  before  the 
referees,  said  that  the  compensation  allowed  should  not  exceec 
$125,269  per  annum. 

The  Ulster  &  Delaware,  since  the  taking  over  of  its  prop 
erty,  has  received  $338,245,  which  would  be  an  offset  to  the 
compensation  the  court  might  allow.  Of  that  sum,  $277,000 
was  allowed  as  compensation,  $7,217  as  the  value  of  cross-ties 
taken  from  the  company,  and  $54,028  spent  by  the  government 
on  additions  and  betterments  during  the  period  of  federal  con- 
trol. The  disagreement  between  the  railroad  company  and  the 
government,  judging  from  the  petition,  is  complete  and  detailed. 
One  illustrative  point,  it  is  believed,  is  that  in  which  the  issue 
is  as  to  the  value  of  cross-ties  cut  by  Director-General  McAdoo 
from  a  piece  of  timber  acquired  by  the  Ulster  &  Delaware  be- 
fore federal  control.  Thirteen  thousand  were  cut  by  the  Rail- 
road Administration  and  used  by  it  in  maintaining  railroads 
under  its  control.  Allowance  of  something  more  than  $7,000 
was  made  by  the  Railroad  Administration.  The  railroad  com- 
pany claims  $13,000  on  that  item. 

The  Railroad  Administration  announced  December  29  that 
it  had  made  the  following  final  settlements,  and  paid  out  to  the 
several  railroads  the  following  amounts: 

£b!iene  &  Southern   ...»      150,000 

Buffalo,   Rochester  &   Pittsburgh 1000000 

Cincinnati,    Indianapolis    &    Western '400000 

Spokane,   Portland  &  Seattle 1600000 

Fort  Dodge.  Des  Moines  &  Southern Moo'tido 

Ei  Paso  Union  Passenger  Depot 

Sioux  City  Bridge  Co 90546 

Northwestern   Pacific  R.   R 525'000 

Mississippi    Central    ; '">o'oOO 

Louisiana  &  Mississippi  R.  R.  and  Transfer..'! 

Chicago.   Milwaukee  &  St.   Paul 13750000 

St.  Louis  National  Stock  Yards 

Eastern   Steamship    Lines    '.'.'.'.'.'.'.        250^000 

The  payment  of  claims  on  final  settlement  is  largely  made 
up  of  the  balance  of  compensation  due,  but  includes  all  other 
disputed  items  as  between  the  railroads  and  the  Administration 
for  the  twenty-six  months  of  federal  control. 


Southern  System,  Rock  Island,  Frisco,  Pere  Marquette    and  the 
Atlantic  Coast  Line. 

Claims  of  the  Pennsylvania  and  New  York  Central,  on  ac- 
count of  their  magnitude,  may  not  be  in  for  six  or  eight  months. 

TOLEDO  TERMINAL  INTEREST 

The  Toledo  Terminal  Railroad  Company  has  applied  to  the 
Commission  for  authority  to   issue   its  certificates   of  indebted- 
ness, payable  on  demand,  in  the  sum  of  $98,685,  to  cover  interest 
•"payments  made  for  it  by  the  railroad  companies  owning  the 
capital  stock  of  the  applicant. 


BOSTON  AND  MAINE   BONDS 

The  Boston  &  Maine  has  petitioned  the  Commission  for 
authority  to  issue  $609,000  of  bonds  to  retire  outstanding  bonds 
The  proposed  bonds  will  bear  7  per  cent  interest  and  mature 

1 1981>  They  are  to  be  sold  or  exchan^ed  at  »< 
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Questions  and  Answers 

In  thia  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persona  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance— may  obtain  thia  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department. 
TraBc  iacrloa  Corporation,  Colorado  Building,  Washington,  D.  C.  * 


Detachable  Automobile  Parts 

Michigan. — Question:  Will  you  kindly  advise  whether  or 
not  a  ruling  has  been  given  by  the  Classification  Committee  or 
any  other  traffic  body  of  recognized  merits,  as  to  what  consti- 
tutes a  readily  detachable  article  of  an  automobile  or  motor 
triu-k? 

Answer:     We  are  unaware  of  any  ruling  with  respect  to 
what   constitutes  a  readily  detachable  article  of  an  automobile, 
as  this  term  is  used  with  respect  to  automobiles  loaded  on  open 
'  cars. 
Routing — Carriers  Must  Observe  Shipper's 

Virginia. — Question:  A  car  of  coal  was  originally  consigned 
from  "A"  to  "B."  Later,  while  with  initial  carrier,  reconsigned 
to  "C"  via  route  designated  by  shipper,  over  which  route  through 
rati\s  did  not  apply.  Should  not  the  originating  carrier  have 
no  lifted  the  shipper  that  through  rates  did  not  apply  via  the 
route  designated  before  delivering  the  car  to  an  intermediate 
carrier  or  was  it  up  to  the  intermediate  carrier  to  return  the 
car  to  the  originating  carrier  in  order  that  they  could  forward 
vi;i  the  proper  junction  point  via  which  through  rates  were  ap- 
plicable? 

Answer:  The  Interstate  Commerce  Commission  has  repeat- 
edly held  that  the  carriers  must  not  disregard  the  shipper's 
routing  instructions.  Section  15  of  the  transportation  act  insures 
to  shippers  the  right  to  route  their  shipments.  There  is,  how- 
.  no  duty  resting  upon  the  carrier  to  notify  the  shipper 
that  the  through  rate  does  not  apply  via  the  route  specified,  but 
if  the  bill  of  lading  carried  a  rate  which  was  not  applicable  via 
the  route  specified  in  the  bill  of  lading,  then  it  became  the 
duty  of  the  carrier  to  seek  further  instructions  from  the  con- 
signee.—Texarkana  Pipe  Works  vs.  B.  S.  L.  &  W.  Ry.,  38  I.  C.  C. 
1341;  Reynolds  Bros.  Lumber  Co.  vs.  T.  F.  Ry.,  42  I.  C.  C.  421. 
Tax  on  Storage: 

New  Jersey. — Question:     If  Treasury  Decision  3096  restores 

[the    provisions    of    article    51    as    contained    in    Regulations    49 

(Revised),  thereby  imposing  a  tax  on  demurrage  charges,  what 

is   i  he  difference  in  principle,  in  your  opinion,  between  demur- 

e  charges  accruing  after  placement  of  cars  on  private  sidings 

final   destination  and  storage   charges   accruing  on  L.   C.  L. 

inent  at  destination  following  notice  of  arrival  and  elapse 

:  ee  time? 

Answer:     We  see  no  difference  in  principle  between  demur- 
charges  accruing  after  placement  of  cars  on  private  sidings 
or  team  tracks  at  destination  and  storage  charges  accruing  at 
I  destination  following  notice  of  arrival  and  the  elapse  of  free 
•time  and  cannot  see  why  war  tax  should  be  paid  on  one  and 
jnot  on  the  other.    In  fact,  we  cannot  conceive  of  any  instance 
re  the  tax  would  be  paid  on  storage  at  destination  as  con- 
templated by  that  portion  of  article  51,  which  reads,  "or  storage 
Iby  or  in  behlf  of  a  carrier  at  destination  before  delivery  to 
owner,   whether   in   outside   warehouse   or  otherwise,  is   a   part 
of  transportation  and  subject  to  tax,"  in  view  of  the  provisions 
•of  the  last  sentence  reading,  "However,  where  the  consignee 
khas  been  notified  of  the  arrival  of  a  shipment  at  destination 
land  fails  to  remove  it  within  a  reasonable  time  after  such  notifl- 
I  cation,  the  transportation  is  considered  as  having  ended  after 
fcnch  reasonable  time,  and  charges  for  storage  thereafter  are 
jmot  subject  to  tax,"  for  until  notice  of  arrival  has  been  given 
and  free  time  has  expired  storage  at  destination  does  not  accrue. 
Indemnity  Bonds: 

New  York. — Question:     Less-carload  shipments  moving  from 
Jlcarrier  A  to  carrier  B.    Shipment  on  hand  at  destination  and 
•consignee   unable  to  produce   original   bill   of   lading,   and   the 
•necessary  action  calls  for  the  filing  of  an  indemnity  bond.    It 
is  not  possible  for  us  to  file  the  indemnity  bond  with  the  carrier 
•receiving  this  shipment  or  is  it  essential  to  file  indemnity  bond 
with  the  carrier  who  delivers  shipment?     It  causes  an  unneces- 
sary amount  of  delay  if  it  is  necessary  to  file  this  bond  with 
the  delivering  carrier,  and  it  seems  to  us  that  it  would  be  ab- 
solutely correct  if  we  filed  the  indemnity  bond  with  the  receiving 
carrier. 

Answer:  Inasmuch  as  the  bond  would  have  to  be  forwarded 
||lo  the  delivering  carrier  or  that  carrier  assured  that  a  bond 


to  cover  the  particular  shipment  had  been  taken  out  and  filed 
with  the  Initial  carrier,  we  are  of  the  opinion  that  the  bond 
slioulil  properly  be  filed  directly  with  the  delivering  carrier,  there 
being  no  obligation  on  the  part  of  the  Initial  carrier  to  accept 
such  a  bond  for  forwarding  to  the  delivering  carrier,  as  the 
Initial  carrier  is  not  the  agent  of  the  delivering  carrier.  How- 
ever, as  a  matter  of  convenience  to  the  shipper,  the  initial  carrier 
would,  no  doubt,  be  willing  to  accept  the  bond  for  forwarding  to 
I  he  delivering  carrier,  assuming  that  this  manner  of  handling 
would  be  satisfactory  to  the  delivering  carrier. 

Weighing  and  Reweighing  of  Carload  Freight 

California. — Question:  Shipment  moves  under  weight  agree- 
ment San  Francisco  to  Chicago  or  vice  versa,  and  is  unloaded 
and  weighed  out  over  wagon  scales,  when  it  is  found  that  there 
is  a  discrepancy  in  favor  of  shipper  of  450  pounds.  Where  can 
1  find  rule  governing  and  what  is  the  correct  dope? 

Answer:  Following  the  decision  of  the  Interstate  Com- 
merce Commission  in  Docket  4631,  28  I.  C.  C.  7,  in  which  case 
the  Commission  made  certain  suggestions  for  determining  the 
accuracy  of  weights  and  computing  charges  thereon,  the  Amer- 
ican Railway  Association  adopted  a  code  of  rules  to  govern 
the  weighing  and  reweighing  of  carload  freight,  which  rules 
have  been  considered  and  approved  by  the  National  Industrial 
Traffic  League  and  indorsed  by  the  Interstate  Commerce  Com- 
mission. These  rules  are  known  as  the  National  Code  of  Rules 
Governing  the  Weighing  and  Reweighing  of  Carload  Freight. 
Rule  10  of  these  rules  relates  to  the  matter  of  collection  of 
charges  on  weights  applied  by  carriers  under  weight  agreements. 
The  actual  weights  of  shipments,  as  the  Commission  has  said 
in  numerous  cases,  constitutes  the  true  basis  upon  which  to 
assess  transportation  charges,  and  this  question  is  one  of  fact 
to  be  determined  in  a  manner  just  to  both  parties  as  to  which 
the  ex  parte  of  either  party  cannot  conclude  the  other.  As  'a 
rule,  however,  the  Commission  has  not  sustained  the  shipper's 
allegation  of  overcharges  in  weight  where  the  only  evidence 
was  that  a  lower  weight  at  destination  was  obtained  on  wagon 
scales  and  where  it  appears  that  the  weights  applied  by  the 
carrier  were  obtained  on  railroad  track  scales  under  the  super- 
vision of  one  of  the  weighing  associations. 

Damages   Resulting  from   Delay  in  Transit 

Ohio. — Question:  Please  advise  the  liability  of  the  railroad 
company  in  connection  with  the  following  incident:  Carload 
consigned  to  us  from  a  point  on  railroad  A  to  a  point  on  railroad 
B.  Railroad  A  delivers  car  to  railroad  B,  who,  after  hauling 
same  approximately  thirty  miles,  delivers  it,  account  congestion 
on  their  own  line,  to  railroad  C,  which  has  rails  extending 
through  to  destination.  However,  under  instructions  from  rail- 
road B,  this  car,  in  connection  with  others  (which  were  evi- 
dently consolidated  into  trainloads)  is  handled  into  another 
point,  approximately  100  miles  from  destination,  and  then  de- 
livered back  to  railroad  B,  which  then  handles  it  into  destina- 
tion. It  requires  six  days  for  the  delivery  from  starting  point 
to  the  junction  point  at  which  railroad  B  delivered  the  car  to 
railroad  C.  Even  then,  two  or  three  days'  time  could  have 
been  saved  if  railroad  C  had  been  permitted  to  haul  the  car 
to  destination  on  its  own  rails,  but  under  instructions  from 
railroad  B,  it  was  required  to  return  the  car  to  that  line  at  a 
point  100  miles  from  destination. 

Commodity  is  of  a  nature  that  makes  a  demand  for  same 
heavy  at  time  of  inclement  weather  and,  due  to  diversion  of 
the  car,  indicated  above,  we  suffered  considerable  loss  for  each 
of  the  days  that  the  car  was  delayed  in  transit. 

Please  advise  your  opinion  as  to  colleetability  of  a  claim 
for  loss  occasioned  by  delay  incident  to  this  diversion  of  rout- 
ing, plus  telephone  and  telegraph  tolls  incurred  by  us  in  tracmg 
the  shipment.  It  was  due  to  our  tracer  that  car  was  located 
at  last-mentioned  point,  and  hurried  to  destination. 

Answer:  It  is  a  rule  of  universal  application  that  damages 
recoverable  for  delay  in  transportation  must  be  such  as  rea- 
sonably had  been  contemplated  by  the  parties  at  the  time  the 
contract  of  carriage  was  made  and  that  special  damages  for 
delay  are  recoverable  only  in  case  the  shipper,  at  or  before  the 
time  he  tendered  his  goods  for  shipment,  informed  the  carrier 
of  the  special  circumstances  which  rendered  the  prompt  trans- 
portation of  the  goods  at  their  destination  necessary.  Loss  of 
profits  due  to  delay  in  transit  is  in  the  nature  of  special  dam- 
ages and  to  authorize  a  recovery  for  loss  of  profits  in  business 
because  of  an  unreasonable  delay  of  goods  to  be  used  in  such 
business,  it  is  essential  that  the  carrier  should  have  had  notifi- 
cation either  through  the  nature  of  the  contract  itself  or  by 
explanation  of  the  circumstances  at  the  time  the  contract  was 
made,  that  such  damages  would  ensue  from  non-performance. 

It  is  further  essential  that  the  data  of  estimating  such  dam- 
ages should  be  so  definite  and  certain  that  they  can  be  ascer- 
tained reasonably  by  calculation.  Although  the  damages  claimed 
may  be  the  ordinary,  natural  and  even  necessary  result  of  the 
breach,  yet  if  they  are  in  their  nature  uncertain,  they  must  be 
rejected.  A  notice  given  a  carrier  should  be  of  such  special 
matters  as  naturally  and  reasonably  apprise  the  person  to  be 
charged  with  the  possible  consequences  of  its  breach.  In  other 
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words,  a  shipper  must  communicate  to  the  carrier  all  the  facts 
and  circumstances  of  the  case  which  do  not  ordinarily  attend 
the  carriage  of  such  freight,  or  the  peculiar  character  and  value 
of  the  property  carried.  This  notice  may  be  either  actual  or 
constructive  and  while  it  has  been  held  or  said  that  constructive 
notice  does  not  satisfy  the  requirements  of  the  rule  as  to  notice 
of  special  circumstances,  the  decided  weight  of  authority  is  that, 
if  it  appears  from  the  nature  of  the  goods  shipped  or  from  other 
circumstances  that  the  carrier  ought  to- have  known  of  the  con- 
sequences which  would  follow  a  delay  in  transportation,  it  is 
charged  with  notice  of  such  circumstances,  although  no  actual 
notice  was  given.  Whether  the  facts  in  any  given  case  satisfy 
this  rule  is  often  a  very  close  question. 

Prepayment  of  Freight  to  Canada 

Massachusetts. — Question:  We  recently  made  shipments  to 
two  customers  with  whon)  all  previous  shipments  went  collect. 
Bill  of  lading  in  each  instance  did  not  specify  "Prepaid,"  but 
Boston  &  Maine  took  the  privilege  of  changing  it  and  sent  us 
freight  bill  for  the-  full  amount.  We  promptly  returned  same 
calling  their  attention  that  we  desired  the  shipment  to  go  collect 
as  heretofore  and  they  replied  that  all  shipments  into  Canada 
must  be  fully  prepaid.  Will  you  kindly  advise  whether  or  not 
we  are  compelled  to  make  prepayment  and  on  what  grounds,  if 
any,  we  can  refuse? 

Answer:  The  Interstate  Commerce  Commission  in  an 
amendment  issued  to  Conference  Ruling  No.  207  on  May  18,  1920, 
said  in  part:  'We  are  of  the  opinion  that  where  transportation 
of  persons  or  property  or  transmission  of  intelligence  by  wire 
or  wireless  takes  place  partly  within  the  United  States  and 
partly  within  the  Dominion  of  Canada,  the  tariff  charges  or  divi- 
sions thereof  accruing  of  the  part  which  takes  place  within  the 
United  States  are  payable  only  in  lawful  money  of  the  United 
States,  irrespective  of  the  money  in  which  tariff  charges  or  divi- 
sions thereof  accruing  for  the  part  which  takes  place  in  the 
Dominion  of  Canada  may  be  payable  under  the  laws  there  in 
force."  And  in  its  opinion  in  I.  &  S.  Docket  1191,  59  I.  C.  C.  263, 
the  Commission  held  that  the  proposed  tariff  rules  requiring 
payment  of  charges  in  United  States  currency  and  prepayment 
off  charges  on  shipments  into  Canada  are  just  in  so  far  as  they 
affect  charges  for  interstate  transportation  wholly  within  the 
United  States  and  the  charges  or  divisions  accruing  for  that 
portion  of  the  transportation  between  the  United  States  and  a 
foreign  country  which  takes  place  within  the  United  States. 
The  Commission's  decision  is  based  upon  the  fact  that  under 
the  common  law  a  carrier  has  the  right  to  require  the  prepay- 
ment of  charges  for  freight,  therefore  the  carriers  are  properly 
demanding  prepayment  of  charges  on  shipments  consigned  to 
points  in  Canada. 

Jurisdiction  of  the  Interstate  Commerce  Commission  Over 
Water  Lines 

Oregon. — Question:  The  majority  of  the  wholesalers  and 
jobbers  in  this  territory  are  now  rendering  their  claims  upon 
the  market  value  of  the  shipment  at  destination  at  the  time  the 
shipment  arrives  or  the  time  when  it  should  have  arrived.  The 
market  value  is  construed  to  mean  the  selling  price. 

This  new  basis  for  claims  is  authorized  by  the  "McCaul- 
Dinsmore  Decision."  The  majority  of  the  carriers  are  giving 
this  matter  serious  attention.  However,  a  certain  steamship 
line  operating  between  San  Francisco,  California,  and  Portland, 
Oregon,  has  flatly  declined  to  pay  upon  the  new  basis,  advising 
that  they  are  not  subject  to  the  ruling  of  the  Interstate  Com- 
merce Commission  and  that  therefore  the  decision  has  no  effect 
upon  them.  Will  you  kindly  advise  your  opinion? 

Answer:  Under  the  Interstate  Commerce  Act  the  Interstate 
Commerce  Commission  has  jurisdiction  of  water  lines  only  to 
the  extent  that  they  join  in  through  rates  in  connection  with  rail 
lines,  with  the  exception  of  certain  lines  such  as  the  Southern 
Pacific-Atlantic  Steamship  Line  (Morgan  Line)  which  lines  are 
subject  to  the  jurisdiction  of  the  Interstate  Commerce  Commis- 
sion, under  paragraph  11  of  Section  5  of  the  Interstate  Com- 
merce Act,  by  reason  of  their  being  railroad  owned  and  con- 
trolled lines.  Therefore  the  provisions  of  the  Cummins  Amend- 
ment, namely,  section  20  of  the  Act  to  regulate  commerce,  do 
not  govern  shipments  moving  via  the  steamship  lines  in  ques- 
tion. However,  in  case  loss  or  damage  to  shipments  by  steam- 
ship lines  the  amount  of  recovery  is  as  a  general  rule  based 
upon  the  market  value  of  the  goods  at  the  time  and  place  of 
delivery  and  not  at  the  point  of  origin.  This  is  the  common 
law  rule  applicable  to  rail  carriers  and  which  is  likewise  applied 
fn  case  of  ocean  carriers. 

Pullman  Companies — Liability  of 

Pennsylvania. — A  passenger  boarded  a  Pullman  car  at  New 
York  and  the  porter  took  his  overcoat  and  upon  arrival  at  desti- 
nation the  porter  offered  the  passenger  another  overcoat,  which 
was  refused.  It  having  developed  that  the  passenger's  coat  had 
been  taken  by  someone  leaving  the  car  at  an  intermediate  sta- 
tion. Any  citations  that  you  may  be  able  to  furnish  establishing 
the  Pullman  Company's  responsibility  under  the  circumstances 
will  be  appreciated. 

Answer:     Although  there  are  a  few  cases  which  hold  a 


sleeping  car  company  to  the  same  liability  as  regards  the  bag- 
gage  the  effects   of  a   passenger  as   an  inkeeper,   by  the   great 
weight  of  authority  a  sleeping  car  company  does  not  undertake< 
to  maintain  a  place  where  accommodation  is  furnished  for  the' 
safety  of  its  patrons'  property  as  an  innkeeper  does,  and  there- 
fore it  does  not  assume  the  exceptional  liability  for  goods  which 
the  law  imposes  on  common  carriers  of  goods  or  innkeepers  by 
reason  of  engaging  in  those  public  callings;  but  the  measure  of: 
its  duty  and  liability  must  be  determined   from  the  nature  of] 
its  specific  and  implied  engagements  with  its  patrons.    Therefore 
a  sleeping  car  company  is  not  an  insurer  of  the  safety  of  a  pas- 
senger's property,  luggage  and  effects,  but  is  liable  only  for  in- 
juries or  loss  due  to  its  negligence,  and  hence  mere  proof  of! 
loss  of  luggage  which  is  taken  by  the  passenger  into  a  sleeping! 
car   does   not,   as    a   rule,    make   out    either   an   absolute    or   a 
prima  facie  case  of  liability  against  the  company;  but  where  the 
company  through  its  employees  takes  the  passenger's  property 
into  its  custody  and  control,  a  loss  thereof  may  be  sufficient  to 
hold  the  company  liable.    See  Vass  vs.  Cleveland,  etc.,  R.  Co.,  43 
N.  E.  20,  44  N.  E.  1010;   Root  vs.  New  York  Central  Sleeping 
Car  Co.,  28  Mo.  A.  199;   Sherman  vs.  Pullman  Co.,  139  N.  Y.  S. 
248;  Pullman  Palace  Car  Co.  vs.  Gavin,  23  S.  W.  70,  and  Palmer 
vs.  Pullman  Co.,  167  N.  Y.  S.  610. 

Off-Setting  of  Under  Charges  Against  Over  Charges 
Oklahoma. — Question:  Referring  to  conference  rulings, 
rules  48  and  133,  which  was  superseded  by  rule  323  relative  to 
an  offset  of  an  uncollected  undercharge  with  an  acknowledged 
overcharge.  We  will  thank  you  to  advise  if  you  have  record  of 
any  more  recent  decision  of  the  Commission  or  any  authority 
whatever  that  would  condemn  this  practice  with  carriers. 

Answer:  While  there  are  a  number  of  court  decisions  to 
the  effect  that  in  an  action  by  an  interstate  carrier  for  freight 
charges  the  shipper  may  set  off  a  claim  for  injuries  to  the  goods, 
in  addition  to  the  case  cited  by  the  Commission  in  its  Confer- 
ence Ruling  323,  namely,  111.  Central  R.  R.  Co.  vs.  W.  L.  Hoopes 
&  Sons,  233  Fed.  135,  there  are  several  other  decisions  of  the 
federal  and  state  courts  to  the  effect  that  for  the  reason  that 
freight  charges  can  be  paid  only  in  cash,  the  shipper  cannot  set 
off  a  claim  for  injuries  to  the  goods,  as  such  set-offs  would  open 
the  door  to  fraud  and  discrimination^  See  C.  &  N.  W.  Ry.  Co. 
vs.  Wm.  S.  Stein  Co.,  233  U.  S.  716;  Johnson-Brown  Co.  vs.  D.  L. 
&  W.  Ry.,  239  Fed.  590;  Fargo  vs.  Cuneo,  241  Fed.  727,  and  Bushi 
vs.  Driller  Co.,  199  S.  W.  597. 

We  do  not  locate  any  cases  involving  the  off-setting  of  under- 
charges against  overcharges. 

Notice  of  Claim 

Canada. — Question:  Will  you  kindly  enlighten  us  on  the 
following  point:  We  have  a  claim  against  a  southern  line  for  a 
carload  of  perishable  freight  which  was  delayed  in  transit,  and 
subsequently  sold.  The  amount  realized  by  the  carrier  was 
only  approximately  one-third  of  the  actual  value  of  the  shipmentj 
and  we  anticipate  trouble  collecting  the  full  amount. 

When  this  claim  is  declined  by  the  carrier,  could  we  assign 
to  the  shipper,  with  instructions  to  sue  the  railway  company  for 
the  full  amount,  and  in  which  event  could  the  carrier  invalidate 
the  claim  (shipper's  claim)  on  account  of  them  not  having  filed! 
the  claim  within  the  period  of  time  set  forth  in  the  bill  of  lading!! 
The  claim  has,  of  course,  as  far  as  we  are  concerned,  been  filed 
within  the  required  time  limit. 

Answer:      As  a   general  rule,  a  consignee   may  assign  nisi 
claim  for  loss  of  or  injury  to  goods  to  the  consignor,  and  suchl 
consignor,  as  the  assignee,  may  maintain  an  action  therefor,  and 
the  consignee  having  filed  claim  or  notice  of  claim  within  the! 
period  of  time  specified  in  the  bill  of  lading  and  the  purpose  ofl 
requiring  such  notice  to  be  given  being  to  enable  the  carrier! 
while   the   occurrence   is   recent  to  inform  itself  of  the   actual! 
facts  occasioning  the  loss  or  injury  that  it  may  protect  itself! 
against  claims  which  might  be  made  on  it  after  such  lapse  ofl 
time  as  to  make  it  difficult,  if  not  impossible,  to  ascertain  the 
truth,  there  seems  to  be  no  reason  why  the  notice  given  by  thd 
consignee  should  not  accrue  to  the  benefit  of  the  consignor  when 
the  claim  has  been  assigned  to  him,  in  as  much  as  the  carried 
has  received  notice  of  loss  with  respect  to  the  particular  shirt 
ment  which  is  the  basis  of  the  suit  on  the  part  of  the  consigned 
as  the  assignee  of  the  consignee.    We  have,  however,  been  uw 
able  to  locate  any  decisions  which  pass  upon  this  point. 

Massachusetts. — Question:  On  May  28th,  we  entered  claimi 
against  the  Boston  &  Maine  Railroad  for  $42.49  overcharge  OB 
shipment  of  one  carload  of  machinery  shipped  from  Cleveland 
March  31,  1920.  This  shipment  was  signed  for  on  the  abovj 
date  on  bill  of  lading  made  out  for  Buffalo  as  destination,  this  til 
get  around  embargo.  Upon  arrival  of  car  at  Buffalo,  there  wa3 
$4.00  demurrage  charge,  and  we  ordered  car  rebilled  by  Lehign 
Valley  and  N.  Y.  N.  H.  &  H.  Railroad.  The  reason  for  this  was 
because  of  embargo  on  N.  Y.  C.  Railroad,  and  party  shipping 
car  was  able  to  secure  permit  via  N.  Y.  N.  H.  &  H.  Railroad  and) 
he,  in  turn,  made  out  new  bill  of  lading  on  car,  and  agent  of 
N.  Y.  C.  R.  R.  at  Cleveland  signed  new  bill  of  lading,  pickina 
up  one  with  Buffalo  as  destination.  The  through  rate  froM 
Cleveland  was  35  cents  per  100  pounds  and  after  we  succeeded! 
In  getting  car  rebilled  via  Lehigh  Valley  and  N.  Y.  N.  H.  &  BJ 
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li:iiln>ail  mi  arc-mint  ui  cmwstion  at  Jersey  City,  we  diverted 
car  al  Coxton,  Pennsylvania,  delivered  bill  of  lading  signed  at 
Cleveland  and  routed  car  to  Springfield,  via  Lehigh  Valley,  D.  & 
II  and  II.  &  M.  and  car  was  received  in  due  time. 

In  presenting  claim  to  the  Boston  &  Maine  Railroad,  same 
is  declined  because  car  was  rebilled  from  Buffalo,  N.  Y.  We 
claim  we  are  entitled  to  through  rate  from  Cleveland  to  Coxton, 
Pennsylvania,  which  ia  30  cents  per  hundred,  and  25  cents  per 
hundred  from  Coxton  to  Springfield,  Massachusetts,  making  a 
total  charge  of  $165.06,  whereas  we  paid  $207.55,  including  $9.00 
charge  at  Buffalo,  New  York,  making  overcharge  of  $42.49. 

Answer:  Under  the  reconsigning  rules  of  the  carriers,  the 
term  "Diversion"  or  "Reconsignment,"  means,  among  other 
things — "A  change  in  destination"  or  "Any  other  instructions 

M  by  consignor,  consignee  or  owner  necessary  to  effect  de- 
livery which  requires  a  change  in  billing  or  an  additional  move- 
ni'  nt  of  the  car,  or  both." 

Even  though  the  shipper  secured  an  exchange  bill  of  lading 
for  this  car,  this  constituted  a  change  in  destination  as  con- 
templated by  the  reconsigning  rules. 

There  is  no  authority  for  a  diversion  involving  a  change 
in  routing,  after  the  shipment  has  been  subjected  to  one  recon- 
signment.  therefore,  such  a  change  would  necessitate  the  pay- 
ment of  charges  from  original  point  of  shipment  to  the  point 
at  which  such  change  is  effected,  plus  the  charges  from  such 
point  to  final  destination  of  the  shipment. 

We  are  of  the  opinion  that  in  the  particular  case  cited 
above,  the  proper  charges  to  be  assessed  would  be  the  rate  from 
Cleveland,  Ohio,  the  original  point  of  shipment,  to  Coxton,  Pa., 
plus  reconsigning  charge  at  Buffalo,  N.  Y.,  plus  demurrage 
charges,  if  any,  plus  the  rate  from  Coxton  to  Springfield,  Mass., 
via  route  shipment  actually  moved. 

Claims  for  Reparation 

Ohio. — Question:  We  note  your  article  on  page  1192,  your 
issue  of  December  18,  pertaining  to  claims  for  reparation.  We 
ask  that  you  kindly  give  us  information  in  your  Questions  and 
Answers  column  whether  this  pertains  to  only  loss  and  damage 
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claims  or  overcharge.     We  are  inclined  to  believe  that  this  ex- 
piration on  March  I  does  not  affect  overcharge  claims. 

Answer:  The  article  to  which  you  refer  has  reference  to 
claims  for  reparation  and  overcharge  only.  The  Interstate  Com- 
merce Commission  has  no  jurisdiction  over  loss  and  damage 
claims,  but  only  over  claims  for  violations  of  the  act  to  regu- 
late commerce. 

Routing— All  Rail  vs.  Rail-and-Water  Route 

New  York. — Question:  In  your  issue  in  The  Traffic  World  of 
December  11,  in  answer  to  "New  Jersey,"  you  quote  Conference 
Rulings  Nos.  190  and  321  as  proof  of  the  fact  that  where  a  rail 
and  water  route  and  an  all  rail  route  is  available,  it  is  the  duty 
of  a  carrier  to  route  his  shipment  via  the  cheaper— that  is,  rail 
and  water — route. 

The  perusal  of  Conference  Rulings  190  and  321  leads  me  to 
the  opinion  that  your  conclusion  is  open  to  question.  Ruling 
No.  190  plainly  states  that,  considering  the  risks  of  water-borne 
traffic  and  marine  insurance,  the  carrier  in  such  a  case  is  jus- 
tified in  sending  the  shipment  all  rail.  Ruling  321  states  as  fol- 
lows: "When  shipments  are  accepted  without  specific  routing 
instructions  from  the  shipper,  where  all  rail  routes  and  rail- 
and-water  routes  are  available,  the  carrier's  agent  must  have 
the  shipper  designate  which  of  the  two  he  wishes  to  use.  Car- 
riers will  be  held  responsible  for  routing  shown  in  the  bill  of 
lading." 

This  ruling  does  not  by  any  means  mean  that  the  carrier  is 
obliged  to  ship  via  rail  and  water.  In  fact,  I  had  always  sup- 
posed that,  in  such  a  case,  the  most  reasonable  direct  route  is 
the  one  to  be  used. 

Answer:  While  it  is  true,  in  Conference  Ruling  No.  190  the 
Commission  cites  an  example  and  holds  that  the  carriers'  agent 
did  not  negligently  misroute  the  shipment,  inasmuch,  as  we 
stated  in  our  answer  to  "Georgia"  on  page  1078  of  the  Decem- 
ber 4  issue  of  The  Traffic  World,  if  it  is  the  duty  of  the  carriers' 
agent  to  secure  routing  instructions  from  the  shipper,  there  can- 
not be  in  any  instance  an  absence  of  routing  instructions  from 
the  shipper  unless  the  shipper  refused  to  designate  the  route 
upon  being  requested  to  do  so.  For  this  reason,  if  the  carriers' 
agent  fails  to  secure  a  designation  of  the  route  from  the  ship- 
per, it  seems  to  us  that  the  carrier  is  liable  for  misrouting  the 
shipment  in  forwarding  the  shipment  via  an  all  rail  route  if  the 
charges  via  that  route  are  greater  than  via  the  rail-and-water 
route.  If  the  carrier  may  forward  the  shipment  via  the  all  rail 
route  without  incurring  liability  where  both  an  all  rail  and  a 
rail-and-water  route  are  available,  there  seems  to  be  no  reason 
for  the  requirement  that  the  carrier  secure  a  designation  from 
the  shipper  as  to  which  route  he  desires  to  use.  We  are  there- 
fore of  the  opinion  that  in  the  event  the  carriers'  agent  does 
have  the  shipper  designate  which  of  the  two  routes  he  desires  to 
use,  that  the  carrier  is  liable  for  misrouting  in  forwarding  the 
shipment  via  an  all  rail  route  if  the  charges  via  that  route  are 
greater  than  via  the  rail-and-water  route. 

Tax  on  Demurrage 

Wisconsin. — Question:  We  noted  on  page  110,  Vol.  26,  No.  3, 
Traffic  World,  that  Treasury  Department  had  ruled  that  deten- 
tion of  cars  for  unloading  was  not  a  part  of  the  transportation 
service,  and  therefore  charges  on  cars  unloaded  were  not  tax- 
able as  transportation  charges.  Will  you  therefore  kindly  advise 
if  the  above  mentioned  ruling  has  been  superseded,  and  if  so, 
whether  revocation  of  same  is  retroactive? 

Answer:  Under  Treasury  Decision  3096,  which  revokes  Treas- 
ury Decision  3022,  demurrage  charges  are  subject  to  tax,  and  in- 
asmuch as  Treasury  Decision  3096  is  retroactive,  all  demurrage  is 
taxable  from  November  1, 1917,  the  effective  date  of  the  Revenue 
Act  of  1917.  The  ruling  of  the  Treasury  Department  is  that  with 
respect  to  the  tax  during  the  period  from  May  26,  1920,  the  date 
of  the  issuance  of  Treasury  Decision  3022,  to  November  27,  1920, 
the  date  of  the  issuance  of  Treasury  Decision  3096,  where  de- 
murrage charges  have  not  yet  been  billed,  the  tax  is  to  be  billed 
and  collected  thereon,  but  that  until  further  advice  is  received 
from  the  Treasury  Department  no  attempt  should  be  made  by 
the  carriers  to  collect  the  tax  on  demurrage  charges  accruing 
during  this  period  where  such  charges  have  already  been  billed 
and  collected. 


of  the  New  York  Central  began  showing  up  in  the  figures. 

A.  H.  Elder,  one  of  the  attorneys  for  the  trunk  lines  that 
are  resisting  the  payment  of  larger  divisions,  brought  out  the 
assertion  made  by  Professor  Cunningham,  when  the  latter  took 
the  stand  for  cross-examination.  Mr.  Elder  wanted  to  know  why 
the  Cunningham  exhibits  were  made  to  cover  the  whole  of  New 
England  for  comparison  with  eastern  trunk  lines  and  Central 
Freight  Association  territories.  Mr.  Elder  wanted  to  know  why 
the  witness  had  not  compared  the  Pennsylvania  with  the  New 
Haven,  because,  as  he  said,  they  earned  about  the  same  per- 
centage of  their  standard  return.  The  response  was  that  New 
England,  at  the  beginning  of  Ex  Parte  No.  74,  was  treated  as 
a  separate  group,  and  it  was  so  treated  by  the  Railroad  Admin- 
istration One  large  reason,  he  said,  was  the  fact  about  the  diver- 
sion of  tonnage  to  the  New  York  Central.  That  diversion,  he 
said,  would  have  made  a  comparison  of  the  New  Haven  and  the 
Pennsylvania  useless  because  it  would  be  misleading. 

Before  the  cross-examination  of  Professor  Cunningham  was 
begun,  George  M.  Wood,  general  freight  agent  of  the  New  Haven, 
put  into  the  record  a  minute  study  of  divisions  and  the  hold- 
down  of  rates  in  New  Haven  territory  so  it  realizes  much  less 
than  the  Anderson  scale  from  the  divisions  accruing  to  it  out  of 
joint  rates. 

A  suggestion  that  the  question  of  divisions  to  New  England 
roads  be  solved  by  adopting  the  road-to-road  per  cent  method  of 
dividing  the  revenue  accruing  under  joint  rates  was  made  at  the 
morning  session  December  29  by  George  H.  Eaton,  assistant 
freight  traffic  manager  for  the  Boston  &  Maine.  That  method  of 
dividing  the  revenue  was  devised  by  C.  A.  Prouty,  while  director 
of  the  division  of  accounting  in  the  Railroad  Administration, 
adopted  that  way  of  dividing  the  revenue  so  as  to  get  away  from 
the  complicated  and  burdensome  method  of  checking  each  freight 
bill  and  then  allocating  the  revenue  to  the  roads  engaged  i 
hauling  each  particular  shipment. 

Prouty  took  the  business  for  a  six-months  period  and  found 
the  percentage  of  revenue  accruing  to  each  carrier  in  the  routes 
over  which  the  tonnage  moved.  Having  found  the  percentage 
accruing  to  each  road  in  the  through  route  over  which  joint  rates 
applied,  the  percentage  so  found  was  used  in  giving  to  each 
road  in  the  through  route  its  share  of  the  revenue.  For  in- 
stance, if,  in  the  six-months  period,  the  Pennsylvania  on  traffic 
from  Chicago  to  New  England  destinations  on  the  New  Haven  ob- 
tained sixty  per  cent  of  the  revenue  and  the  New  Haven  the 
remainder,  then  for  the  future  until  there  should  be  another 
study  of  traffic  handld  by  those  roads  jointly,  the  revenue  de- 
rived from  such  traffic  would  be  divided  between  the  two  part- 
ners on  that  basis. 

For  temporary  purposes,  it  was  suggested,  there  might  be 
an  arbitrary  allowance  of  such  sum  per  ton  as  the  Commission 
might  designate.  On  cross-examination  by  Henry  Wolf  Bikle, 
Mr.  Eaton  admitted  that  there  was  discussion  of  an  allowance  of 
60  cents  per  ton  after  prorating.  Mr.  Bikle  had  an  idea  that  that 
was  a  definite  suggestion  by  the  New  England  carriers,  but  Mr. 
Eaton  said  it  was  a  mere  discussion.  In  a  discussion  of  definite 
arbitraries,  Mr.  Eaton  said  that  an  arbitrary  of  35  cents  per  ton, 
after  pro  rate,  would  be  equivalent  to  an  arbitrary  of  54  cents 
before  pro  rate;  50  cents  after  pro  rate  would  be  equal  to  77 
before,  and  $1.10  after  pro  rate  would  have  to  be  $1.70  before. 

Mr.  Bikle  wanted  to  know  whether  the  Boston  &  Albany 
had  been  called  into  consultation  with  the  other  New  England 
lines  when  there  were  discussions  as  to  how  the  New  England 
lines  should  divide  the  $25,000,000  they  hoped  to  obtain  from  in- 
creased divisions  out  of  joint  rates.  The  witness  said  the  Boston 
&  Albany  had  not  been  consulted,  but  naturally  it  would  receive 
a  share  because  it  is  a  New  England  line,  notwithstanding  owner- 
ship by  the  New  York  Central.  Mr.  Bikle  said  he  was  assuming, 
the  New  England  lines  were  expecting  the  $25,000,000  they  claim 
was  added  to  the  revenue  of  the  eastern  lines  by  the  inclusion 
of  New  England  in  the  eastern  district.  Mr.  Eaton  smilingly 
admitted  they  were  expecting  the  $25,000,000  and  as  much  more 
as  the  Commission  should  find  them  entitled  to  receive. 


NEW  ENGLAND  DIVISION  CASE 

The  Traffic   World   Washington  Bureau 

At  a  resumption  of  the  hearing  on  the  application  of  the 
New  England  carriers  for  an  increased  division  out  of  joint 
rates  in  connection  with  the  trunk  lines,  December  28,  Prof. 
W.  J.  Cunningham  said  the  New  York  Central  during  federal 
control  received  an  abnormal  tonnage  and  the  Pennsylvania  did 
not  receive  the  tonnage  that  would  have  gone  to  it  if  the  ship- 
per had  been  allowed  to  route  his  traffic.  The  large  tonnage 
hauled  by  the  New  York  Central,  he  said,  was  attributable  to 
the  policy  of  the  Railroad  Administration.  It  routed  much 
freight  via  New  York  Central  lines.  He  was  not  asked  to  ex- 
plain why  that  was  done  nor  did  he  offer  any  explanation. 

His  testimony  was  a  public  avowal  of  a  thing  that  has  been 
discussed  wherever  two  railroad  men  have  been  gathered  to- 
gether, ever  since  in  1918,  the  wonderful  tonnage  performance 


OPERATING  STATISTICS 

The   Traffic   World   Washington  Bureau 

The  Commission  December  28  gave  out  an  order,  dated  No- 
vember 1,  the  purpose  of  which  is  to  require,  for  1920,  the  prepa- 
ration of  operating  statistics,  which  shall  be  in  addition  to  thai 
figures  heretofore  required  for  the  annual  report  of  carriers 
to  the  Commission.  New  forms  sent  to  the  carriers  as  part  of 
the  order,  require  figures  pertaining  to  freight  train  perform- 
ance; performance  of  passenger,  mixed  and  special  trains;  lori 
comotive  performance;  distribution  of  locomotive  hours;  freight] 
train  movement  and  car  performance;  and  locomotive  and  train; 
costs. 

In  a  general  way  of  speaking  these  figures  will  be  a  con- 
tinuation of  the  operating  statistics  required  by  the  Railroaa 
Administration,  for  the  temporary  rendition  of  which  the  Conv 
mission  provided  since  the  end  of  federal  control.  They  wiBj 
not  be  exactly  the  same  as  the  operating  statistics,  condensar 
tions  of  which  have  been  published  in  The  Traffic  World  as  th« 
figures  were  issued,  but  in  the  eyes  of  the  average  layman  thef 
will  be  the  same. 
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Wood  Box  Experts 

DAVID  M.  LEA  &  CO.,  Inc. 

RICHMOND,  VA. 

Domestic  and  Export 

Wood  Box  Builders 


Where  To  Buy  Your 

SHIPPING  TAGS 


Don't  let  that  bother  you. 

For  almost  thirty  years  we  have  been  rendering 
satisfaction  to  well  known  firms  all  over  the 
country. 

Our  centrally  located  and  well  equipped  plant, 
where  all  cutting,  printing,  etc.,  is  done  under 
one  roof,  is  in  a  position  to  give  you  prompt 
and  efficient  service. 

CAMPBELL    PAPER    BOX    CO. 

SOUTH    BEND,    INDIANA 
Folding  Boxes    -  -    Caskets    -  -    Shipping  Tags 


Copy  of  Proceedings 

of 

Hearing  Before  Shipping  Board 

on 

Grain  Rates  can  be  procured  from 
WHITEFIELD  SAMMIS 

Columbian  Building,  Washington,  D.  C. 


The  Liberty  Highway  Company 

Will  Get  It  at  Detroit  or  Toledo 

Detroit  is  BO  situated  that  it  will  always  have  serious  transportation 
problems.  When  condition*  are)  normal  throughout  UM  Conntnr. 
Detroit  Terminals  arc  concealed  to  much  an  exUnt  that  «ran  Merchan- 
dise Can  are  delayed  from  48  to  96  houra. 

Shippers  often  find  embargoes  placed  against  them  when  they  offer 
their  (roods  for  transportation  at  various  freight  stations,  due  to  the 
enormous  tonnage  that  flows  daily  out  of  that  City. 

TOLEDO,  on  the  other  hand,  has  facilities  to  handle  ANY 
and  ALL  TRANSPORTATION  DIFFICULTIES 

because  of  the  numerous  lines  centering  here. 

Route  Your  Freight— CARE  LIBERTY  HIGHWAY  at  TOLEDO 

for  prompt  handling  and  expeditions  delivery 

PHONES— Detroit.  Cadillac  2474. 

Toledo.  Bell  Main  2666— Home.   Main  6691. 

FREIGHT  HOUSES— Detroit.  Foot  of  First  Street. 

Toledo— 211-218  Lucas  Street. 


Consolidated  Cars 

despatched  regularly  from  North  Pier  Ter- 
minal Warehouse,  365  East  Illinois  St.,  to  At- 
lantic and  Pacific  Ports. 

Freight  received  at  above  address  or  at  Chi- 
cago Tunnel  Station  No.  2,  Dearborn  Ave. 
and  North  Water  St.,  and  Station  No.  4, 
Roosevelt  Road  and  Canal  St. 

Distributing  of  carload  merchandise  to  and 
from  all  sections  of  the  United  States  is  han- 
dled by  us  at  above  warehouse. 


D.  C.  ANDREWS  &  CO.,  Inc. 


Esl.bli.hed  US4 

14  East  Jackson  Boulevard 

CHICAGO 
A.  C.  SHERRARD.  Chicago  Manager 

Agent.  Throushoul  the  World.  Telephone!  Hirri.on  1048-1049 


New  York 
Boston 
Philadelphia 
Baltimore 


New  Orleans 
San  Francisco 
Seattle 
Buenos  Aires 


START  THE  NEW  YEAR  WITH 

Ghe  FREIGHT  TRAFFIC  RED  BOOK 

A  PRACTICAL  Reference  Book  for  Those  Actively  Engaged  in  Traffic  Work, 
An  Everyday  Guide  for  the  Shipper. 

.._.     .      ITlXiriFI?    r»NP    POVFT?  • 

//>(.'  • 

j  FREIGHT  TRAFFIC 
RED  BOOK 

-SMj-j. 

Size  8zn  inches 
Over  400  pages 

1   TRAFFIC  GLOSSARY  of  over  450  Traffic   Terms  and       •»  ACTS  OF  CONGRESS  and  Interstate  Commerce  Commis- 
•  Phrases.      Explanations  of  over  500  Traffic  Abbreviations.        **•  sion's  Rules  Relating  to  Railroad  and  Steamship  Trans- 
2  THE  FUNDAMENTAL  PRINCIPLES  OF  Freight  Rates,                portation. 
•  Rate  Territories,  Rate  Bases.  Freight  Classification,  Freight        A    AN    APPENDIX    including    Reproductions   of   Standard 
Tariffs,  Freight  Claims,   Diversion  and    Reconsignment,        "•  Traffic  Forms,  List  of  Tariff  Publishing  Agents  and  Miscel- 
Switching,  Demurrage,  Weights  and  Weighing,  Export  and                laneous  Tables. 
Import  Traffic,  fcc.                                                                                 WITH  A  COMPLETE    CROSS-REFERENCE    INDEX. 

Er6«?  FREIGHT  TRAFFIC  RED  BOOK  IS  PRACTICAL 

Send  for  copy  today,  $6.00  postpaid.      Money  refunded  if  not  satisfactory. 

THE  TRAFFIC  PUBLISHING  COMPANY        ......                150  Lafayette  Street    New  York    N   Y 
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REVENUE  FREIGHT  LOADING 

The  Traffic  World  Washington  Bureau 

Revenue  freight  loaded  in  the  week  ending  December  18 
amounted  to  796,858  cars,  as  compared  with  834,897  the  preced- 
ing week,  a  decrease  of  38,039  cars,  according  to  the  weekly 
report  of  the  car  service  division  of  the  American  Railway  Asso- 
ciation, issued  December  28. 

This  fell  below  the  corresponding  week  of  1919,  when  a 
total  of  806,734  cars  were  loaded,  while  in  1918  the  total  was 
796,116  cars. 

Compared  with  the  loadings  in  the  corresponding  week  of 
1919,  the  loadings  in  the  week  ended  December  18  showed  de- 
creases in  the  loading  of  grain  and  grain  products,  live  stock, 
forest  products  and  miscellaneous,  and  increases  in  coal,  coke, 
ore  and  merchandise,  L.  C.  L. 

The  loading  by  districts  in  the  week  ending  December  18,  as 
compared  with  the  corresponding  week  of  1919,  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  5,647  and  6,267; 
live  stock,  3,756  and  4,404;  coal,  57,404  and  48,925;  coke,  1,986 
and  4,289;  forest  products,  6,345  and  7,082;  ore,  3,344  and  1,292; 
merchandise,  L.  C.  L.,  44,095  and  33,213;  miscellaneous,  65,804 
and  93,364;  total,  1920,  188,381;  1919,  198,836;  1918,  181,521. 

Allegheny  district:  Grain  and  grain  products,  2,747  and 
2,897;  live  stock,  3,546  and  4,136;  coal,  69,494  and  46,976;  coke, 
7,011  and  4,400;  forest  products,  3,306  and  4,158;  ore,  4,370  and 
2,459;  merchandise,  L.  C.  L.,  35,473  and  40,803;  miscellaneous 
54,651  and  62,849;  total,  1920,  180,598;  1919,  168,678;  1918,  181,521. 

Pocahontas  district:  Grain  and  grain  products,  104  and  186; 
live  stock,  116  and  175;  coal,  22,024  and  23,693;  coke,  404  and 
491;  forest  products,  1,936  and  2,178;  ore,  136  and  334;  mer- 
chandise, L.  C.  L.,  2,478  and  172;  miscellaneous,  5,230  and  9,039; 
total,  1920,  32,428;  1919,  36,268;  1918,  31,746. 

Southern    district:     Grain    and     grain    products,    2,827    and 

2,900;  live  stock,  2,005  and  2,827;   coal,  31,820  and  27,708;   coke, 

1,008  and  249;  forest  products,  15,863  and  17,484;  ore,  2,130  and 

;    merchandise,  L.  C.  L..,  35,922  and  20,200;   miscellaneous 

32,406  and  53,419;  total,  1920,  123,981;  1919,  127,225;  1918,  112,115. 

Northwestern  district:  Grain  and  grain  products,  11,224 
and  10,793;  live  stock,  8,630  and  10,125;  coal,  8,773  and  12,293- 
coke,  1,409  and  559;  forest  products,  10,387  and  10,137;  ore, 

2  and  1,539;  merchandise,  L.  C.  L.,  25,059  and  19,638;  mis- 
aianeous,  23,709  and  32,253;  total,  1920,  90,583;  1919,  97,337; 
1918,  114,048. 

Central  Western  district:  Grain  and  grain  products  9  544 
and  10,790;  live  stock,  10,461  and  13,669;  coal,  26,450  and  23  503- 
coke,  392  and  449;  forest  products,  3,622  and  4,280;  ore  2217 
and  2,538;  merchandise,  L.  C.  L.,  28,092  and  21,528;  miscellaneous 
35,466  and  42,222;  total,  1920,  116,244;  1919,  118,979;  1918,  108,09l! 

Southwestern  district:     Grain  and  grain  products,  3,412  'and 

3711;    live  stock,  1,956  and  3,161;    coal,  7,188  and  5,809;    coke, 

0  and  572;  forest  products,  7,167  and  6,429;  ore,  538  and  58V 

merchandise,  L.  C.  L.,  15,878  and  14,417;   miscellaneous    27964 

and  24,731;  total,  1920,  64,643;   1919,  59,411;   1918,  54,868 

Total,  all  roads:     Grain  and  grain  products,  35,505  and  37- 

i^VJ'™.?^™30'470  and  38>497:  coal-  223'153  and  188,907;  coke 
11,009;  forest  products,  48,626  and  51,748;  ore,  14,127 
11,181;   merchandise,  L.  C.  L.,  186,997  and  149,971;   miscel- 
and  317>877;   total-  192°.  796,858;    1919,  806,734- 


. 

f  t7h^.dft?lled  flsures  showing  revenue  freight  loaded  in  each 
of  the  districts  for  the  week  ending  December  11  and  the  cor 
responding  week  of  1919,  as  compiled  by  the  car  service  division 
e  American  Railway  Association,  are  as  follows: 
Eastern  district:     Grain  and  grain  products,  6,212  and  6  369- 
live  stock,  4,121  and  4,282;  coal,  59,577  and  34,  368;   coke    2 
and  3,973;  forest  products,  6,308  and  7,643;  ore,  4,779  and  '2  450- 
merchandise,  L.  C.  L.,  45,821  and  34,503;   miscellaneous    72738 
and  100,025;  total,  1920,  201,981;   1919,  193,613;   1918,  200,184! 

Allegheny  district:  Grain  and  grain  products,  3,273  and 
3>248;  UIe,8nt0oCk'  3-618  and  3-937:  coal,  68,620  and  37,109;  coke 
7,337  and  3,242;  forest  products,  3,657  and  4,329;  ore,  4,687  and 

?VorA  mT^?di8e'  L'  C"  L"  36'527  and  SM71;   miscellaneous, 
57,950  and  69,154;  total,  1920,  185,669;  1919,  163,338;  1918   187  802 
Pocahontas  district:     Grain  and  grain  products,  123  and  181- 
live  stock,  130  and  205;   coal,  22,832  and  23,790;   coke,  471  and 
forest  products,   1,771   and   1,951;    ore,   129   and   318;    mer- 
andise,  L.  C.  L.,  2,626  and  182;  miscellaneous,  6,068  and  9042- 
total,  1920,  34,150;   1919,  35,981;   1918,  34724 
,  -,,So"thern    district:     Grain    and    grain    products,    2,967    and 

Ie,™°C^  2'263  and  2'690:   coal-  34'471  a*>d  14-075;   coke 
1,128  and  272;  forest  products,  16.539  and  17,323;  ore    2,203  and 

3328^  fnT^Q86;  h^ob  36'463  and  19'905:   miscellaneous 
285  and  54,329;   total,  1920,  129,319;   1919,  113,763;   1918    116- 


Northwestern 


Grain  and  grain  products,  11,271  and 


and  10,080;  live  stock,  10,549  and  11,971;  coal,  28,014  and  7,116; 
coke,  510  and  458;  forest  products,  3,493  and  3,630;  ore,  2,363 
and  2,728;  merchandise,  L.  C.  L.,  28,831  and  21,381;  miscella- 
neous, 36,349  and  40,751;  total,  1920,  119,661;  1919,  98,115;  1918, 
108,430. 

Southwestern  district:  Grain  and  grain  products,  3,422  and 
3,315;  live  stock,  2,079  and  2,948;  coal,  7,237  and  2,088;  coke, 
659  and  639;  forest  products,  7,102  and  5,944;  ore,  1,815  and 
1,477;  merchandise,  L.  C.  L.,  16,704  and  14,661;  miscellaneous, 
27,694  and  23,445;  total,  1920,  66,712;  1919,  54,517;  1918,  55,669. 

Total,  all  roads:  Grain  and  grain  products,  36,820  and  37,- 
129;  live  stock,  31,799  and  36,188;  coal,  230,396  and  131,416; 
coke,  13,904  and  9,279;  forest  products,  51,194  and  54,432;  ore, 
17,673  and  13,679;  merchandise,  L.  C.  L.,  193,143  and  149,622; 
miscellaneous,  259,968  and  330,195;  total,  1920,  834,879;  1919, 
761,940;  1918,  820,202. 

L.  C.  L.  merchandise  loading  figures  for  1920  and  1919  are 
not  comparable,  as  some  roads  are  not  able  to  separate  their 
L.  C.  L.  freight  and  miscellaneous  of  1919.  Add  merchandise 
and  miscellaneous  figures  to  get  a  fair  comparison. 


FREIGHT  CAR  PERFORMANCE 

The  Traffic  World  Washington  Bureau 

The  class  I  railroads  produced  42,562,685,000  net  ton-miles 
in  the  month  of  October,  as  compared  with  40,651,000,000  net 
ton-miles  in  September,  according  to  a  summary  on  freight  car 
performance  for  October  issued  by  the  Bureau  of  Railway  Eco- 
nomics. This  almost  approached  the  record  established  by  the 
roads  in  the  month  of  August. 

The  summary  also  showed  that  the  daily  car-mileage  in 
October  was  28.5  miles  and  that  this  record  has  only  one  been 
exceeded,  and  that  in  the  month  of  May,  1917. 

The  per  cent  of  loaded  car-miles  for  the  month  was  66; 
the  tons  per  loaded  cars,  29.9,  and  per  cent  of  unserviceable 
cars.  7.3. 


CAR  SURPLUS  FIGURES 

The  Traffic  World  Washington  Bureau 

The  average  car  surplusage  for  the  week  ending  December 
15  amounted  to  103,849  cars  as  compared  with  74,195  the  preced- 
ing week,  an  increase  of  29,654  cars,  according  to  the  weekly 
statement  of  the  car  service  division  of  the  American  Railway 
Association.  On  the  other  hand,  deferred  car  requisitions  showed 
a  further  slump  in  the  week  ending  December  15,  the  average 
being  12,377  as  compared  with  14,945  the  preceding  week.  The 
surplusage  is  the  highest  and  the  deferred  requisitions,  which 
indicates  the  extent  of  car  shortage,  are  the  lowest  for  this  year. 

The  surplusage  was  made  up  as  follows:  Box  cars,  79,943; 
ventilated  box,  982;  auto  and  furniture  cars,  4,152;  flat  cars, 
3,160;  gondolas,  1,739;  nopper,  86;  all  coal  (total  of  gondolas  and 
hopper  cars),  1,825;  coke,  97;  S.  D.  stock  cars,  9,044;  D.  D.  stock 
cars,  1,415;  refrigerator  cars,  2,939;  miscellaneous,  292. 

The  deferred  car  requisitions  were  by  classes  of  equipment 
as  follows:  Box,  1,408;  ventilated  box,  5;  auto  and  furniture,  20; 
flat  cars,  454;  gondolas,  4,966;  hopper,  4,673;  all  coal  (includes 
gondolas  and  hoppers),  9,639;  coke,  20;  S.  D.  stock  cars,  224; 
.D.  D.  stock  cars,  29;  refrigerators,  471;  tank  cars,  50;  mis- 
cellaneous, 57. 


MOVEMENT  OF  EMPTY  CARS 

The  Traffic  World  Washington  Bureau 

In  Supplement  No.  2  to  Circular  CSD-85,  the  car  service 
division  of  the  American  Railway  Association  has  sent  the  fol- 
lowing instructions  to  railroads  regarding  empty  cars  moving 
under  relocation  orders  of  the  division: 

Unless  otherwise  directed  in  the  order,  empty  cars  moving  on 
relocation  orders  of  the  Car  Service  Division- 

~r  .1~"Yi!Lbe  "^ted  to  the  delivering  line  as  applying  In  liquidation 
of  any  debit  under  equalization  due  the  connection  to  which  the  cars 
are  delivered. 

Illustration  —  Road  "A"  under  normal  operation  delivers  fewer 
cars  of  a  certain  type  to  Road  "B"  than  it  receives;  consequently  be- 
w0^3"*"  debtor  line  A  Car  Service  Division  order  is  placed  from 

*u  Ai.  to,  Ro!id^B  <e.'ther  for  use  on  Road  "B"  or  for  delivery  toi 
a£oth<Tjlnf)J11.nd,  t,he  del'very  of  cars  on  such  order  is  sufficient  to 
offset  the  debit  balance  Incurred  m  normal  interchange;  such  debit  I 
balance,  therefore,  is  canceled. 

—Will  not  be  counted  as  establishing  a  subsequent  obligation  oni 
the  part  of  the  receiving  line  to  deliver,  or  on  the  part  of  the  deliver-  1 
ing  line  to  accept,  an  equivalent  number  of  empty  cars  in  return    in 
case  such  deliveries  of  empty  cars  on  orders  are  in  excess  of  equali- 
z  a,  tion. 

!„„  ™.u?tration—  Road  "A"  by  reason  of  an  order  from  the  Car  Serv- 
ice Division  has  delivered   to  Road   "B"   more  cars  of  a  certain   tvuel 
within  a.  given  period  than  it  has  received,  thereby  creaUng  a  cre^tt 
balance  in  equalization.     If  empty  cars  are  offered   to  Road   "A"   by] 
rn?  <;,J  i™  p  e<lu,al!zation  ""der   Circular  85.   or   under  provisions   of 
S™   n£T         ^t-    (fv,'  the  ca£s  interchanged  under  Car  Service  Divi- 
sion  orders   within    the   specified   period   will    be   excluded    and    suchl 
*'emty  C&rS  adjusted  on  tlle  basis  of  cars  handled  in  nor-  3 


•  ' 

district:     Grain  and  grain  products,  9,552 


n;,  att?"tion  is  directed  to  Circular  CSD-94.  dated 
»mh.  a™0  the  paragraph  contained  in  Circular  CSD-9«1 

tinn  ,?    bn       I1*19,?0'  beS'nnmg  "Under  the  principle  of  equalizer! 

tion  a  road  will  not  deliver  empty  cars  contrary  to  Car  Service  Rules  " 
both  of  which  directly  modify  Circular  CSD-85 


1,  1921 


THE    TRAFFIC    WORLD 


37 


CUNARD 

ANC  HOR    , 

ANCHOR-DONALDSON 


Regular  Service* 


NEW  YORK 
BALTIMORE 
MONTREAL 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 

ANTWERP 

HAMBURG 

MEDITERRANEAN 


»nd 


BOSTON 
PHILADELPHIA 
PORTLAND,  ME. 

LIVERPOOL 

SOUTHAMPTON 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 

LEVANT 


General  Offices  :    2  1 -24  State  St.,  N.  Y.  City 

Chicago   Office: 
Cunard  Bldg..  1  4O  N.  Dearborn  Street 


Atlanta.    99    N.    Fonythe 
St. 

Baltimore,    107    E.    Balti- 
more  St. 

Boston,    126  State  St. 

Cleveland,     Hotel     Cleve- 
land   Bldg. 

Detroit.     35     Washington 
Blvd. 

Minneapolis.     Third     St. 
and    Second    Ave.,   So. 

Montreal.  20  Hospital  St. 

New   Orleans.    209   St. 
Charles  St. 


Philadelphia.    1300    Wal- 
nut St. 

Plttsburih.  712  Smlthfleld 
St. 

St.    Louis.    1139  Olive   St. 

San   Francisco.  901    Mar- 
ket St. 

Seattle,   621    Second   Ave. 

Vancouver,    622    Hastings 
St.   W. 

Washington,    D.    C.,    917 
14th   St.    N.   W. 

Winnipeg.  270  Main  St. 
Or  Local  Agents 


WARD  LINE 

Regular  Services  and  Frequent  Sailings 

Belgium,  France,  Germany.  Holland, 
Portugal,  Spain,  Canary  Islands,  Argen- 
tine, Brazil,  Bahamas  (Nassau),  Cuba, 
Mexico,  River  Plate, 
Uruguay,  West  Indies. 


Sailing  lift  and  information 
on  application. 

All  Standard  Code*. 


GENERAL  AGENCIES 

M.  L.  Schullj,  1501  Marouette  Bids..  Chicago,  111. 
Dudle;  Thomas,  1012  Whitney  Bldg.. 

New  Orleans,  La. 

Wm.  Harry  Smith,  24  Oficios  St.,   Havana,  Cuba 
J.  H.  W.  Steel  Co.,  Galreston,  Teias 

New  York  and 
Cuba  Mail  S.  S.  Co. 

GENERAL  OFFICES 
Foot  of  Wall  St.,  New  York,  N.Y. 


Havana  Line 

MERCHANTS  AND  MINERS 
TRANSPORTATION  COMPANY 

(  I  «l,il,M.li.  .1    18S4) 

Norfolk — Newport  News — Havana 

A-l  Steel  S.S.  "LAKE  FABYAN"  Ready  January  1 
A  Steamer January  15 

To  be  followed  by  other  Steel  Steamers  of  the  Fleet 

Shippers  will  avoid  many  difficulties  and  attend- 
ant losses  by  forwarding  their  business  via  this 
regular  established  line,  operating  fast  steel 
steamers. 

Through  export  bills  of  lading  issued  from  all 
interior  points. 

Cheaper  Rates  from  Interior  Points  via 
Norfolk  and  Newport  News 


For 


Atlanta,  Ga. 
Baltimore,  Md. 
Boston,  Mass. 
Havana,  Cuba 
Jacksonville,  Fla 
Norfolk,  Va. 
Philadelphia,  Pa 
Pittsburgh,  Pa. 
Providence,  R.  I 
Savannah,  Ga. 


Rates  and  Space  apply  to 

C.  S.  Buford,  Commercial  Agent 
W.  W.  Tull,  General  Agent 
C.  H.  Maynard,  General  Agent 
M.  V.  Molanphy,  General  Agent 
C.  M.  Haile,  General  Agent 
A.  E.  Porter,  General  Agent 
A.  L.  Bongartz,  General  Agent 
L.  T.  Fowler,  Commercial  Agent 
W.  H.  Miller,  General  Agent 
R.  M.  Griffin,  Local  Agent 


A.  W.  GRAVES,  Manager,  Baltimore,  Md. 


Pacific — Caribbean — 
Gulf  Line 

(Swayne  and  Hoyt,  Inc.,  Owners) 

Steel  Steamers 
DIRECT    SERVICE 

BETWEEN 

New  Orleans — San  Francisco 

and  other  United  States  Pacific  Coast  Ports 

Via  Panama  Canal 

New  Orleans — Puerto  Colombia  and  Cartagena,  Col.,  S.  A. 

ALSO 

Canal  Zone  and  Panama,  West  Coast  Ports  of  Central 
America  and  Mexico,  and  Transhipment  Service  via  Cris- 
tobal, C.  Z.,  to  West  Coast  Ports  of  South  America  a* 
Cargo  Offers. 

SS  ALVARADO  Loading  New  Orleans  Late  December 
SS  EL  DORADO— Loading  New  Orleans  Late  January 
SS  IRIS — Loading  New  Orleans  Early  February 

Rates  quoted,  bookings  and  other  injorrnilion  furnished  upon  applkatioa 

THE  J.  H.  W.  STEELE  COMPANY,   Agents 

630  Common  St.,  New  Orleans,  La. 


220— 21»t  Street 
Galretton, Texas 


OFFICES  ALSO  AT 

50  Broad  Street 
Tens  City       New  York  City 


485  California  Street 
San  Francisco,  Calif 
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LIVING  CONDITIONS  OF  TRAINMEN 

The  Traffic   World   Washington  Bureau 

The  result  of  the  investigation  made  by  the  Interstate  Com- 
merce Commission  of  living  conditions  of  trainmen  who  lie  over 
at  railway  terminals,  in  response  to  a  resolution  adopted  by  the 
Senate,  January  16,  1920,  has  been  made  available  to  the  pub- 
lic in  S.  Doc.  No.  314. 

The  resolution  directed  the  Commission  "to  investigate  and 
report  upon  living  conditions  of  trainmen  who  are  compelled  to 
lie  over  between  trips  at  terminals  of  railroads,  and  also  to  in- 
vestigate the  feasibility  on  the  part  of  railroad  companies  of 
furnishing  to  their  men  accommodations  suitable  to  their  needs 
at  such  terminals." 

The  report,  which  contains  84  printed  pages  showing  con- 
ditions throughout,  the  country,  states  that  the  investigation 
covered  the  nature  and  extent  of  facilities,  including  buildings, 
rooms,  food,  and  other  accommodations,  which  are  provided  by 
railroad  companies  for  their  train  service  employes  who  are 
compelled  to  lie  over  at  terminals  between  trips,  the  plans,  if 
any,  for  improving  and  extending  these  facilities,  and  if  accom- 
modations are  not  provided  or  existing  facilities  are  not  ade- 
quate, the  feasibility  of  providing  such  accommodations  or  ex- 
tending existing  facilities. 

"The  information  collected,  which  has  been  classified  and 
tabulated,  is  appended  hereto,"  Chairman  Clark  said  in  his  let- 
ter of  transmittal.  "Appendix  A  contains  data  furnished  by  the 
railroad  companies  listed  therein  concerning  accommodations 
provided  by  them  for  their  employes,  together  with  information 
furnished  as  to  the  necessity  and  feasibility  of  increasing  exist- 
ing accommodations.  Appendix  B  contains  a  list  of  railroad 
companies  who  have  provided  no  living  accommodations  for 
their  employes  lying  over  at  terminals  between  trips,  together 
with  reasons  therefor  which  have  been  stated  by  the  carriers. 
Appendix  C  contains  data  furnished  by  the  Railroad  Young 
Men's  Christian  Association  relative  to  conditions  at  railroad 
terminals,  as  well  as  the  facilities  and  equipment  provided  at 
certain  of  these  terminals. 

"Briefly  summarizing  these  reports,  481  carriers  have  fur- 
nished information  in  response  to  the  request  of  the  commis- 
sion; by  164  lines  or  systems  covered  by  these  reports,  living 
accommodations  of  some  character  are  provided  for  train-serv- 
ice employes  lying  over  at  terminals;  while  on  317  lines  for 
which  reports  have  been  received  no  such  accommodations  are 
furnished. 

"The  reports  which  are  tabulated  in  Appendix  A  indicate 
extreme  differences  in  living  accommodations  provided  for  em- 
ployes lying  over  at  terminals  on  the  lines  reporting  such 
facilities.  These  accommodations  in  some  cases  consist  merely 
of  a  shelter  of  the  simplest  form,  such  as  box-car  bodies  re- 
moved from  their  trucks,  provided  with  wooden  bunks,  without 
bedding  or  other  facilities  of  any  sort,  and  which  the  employes 
who  use  them  are  required  to  maintain  and  clean;  on  the  other 
hand,  on  some  roads  there  are  completely  equipped  dormitories 
and  clubhouses  provided  with  modern  facilities.  The  accom- 
modations in  general  are  of  many  forms,  varying  between  these 
extremes. 

"As  shown  by  the  tabulation  in  Appendix  B,  of  the  com- 
panies reporting  that  no  living  conditions  are  provided,  255  re- 
port that  trainmen  lie  over  only  at  home  terminals  on  these 
lines  and  that  the  provision  of  living  accommodations  by  the 
companies  is  unnecessary.  Other  reports  merely  indicate  that 
no  living  accommodations  are  furnished  by  the  carriers,  no 
reasons  or  circumstances  being  stated. 

'The  Railroad  Young  Men's  Christian  Association  has  fur- 
ished  information  relative  to  679  railroad  terminals;  the  facil- 
ities and  equipment  provided  at  certain  of  these  terminals  are 
indicated  in  the  tabulation  in  Appendix  C. 

"In  addition  to  the  requests  for  information  in  the  matter 
which  were  made  upon  the  carriers,  similar  requests  were  also 
addressed  by  the  commission  to  the  chief  executive  officers  of 
the  four  organizations  of  train-service  employes,  namely,  the 
Brotherhood  of  Locomotive  Engineers,  Brotherhood  of  Locomo- 
tive Firemen  and  Enginemen,  Order  of  Railway  Conductors  and 
otherhood  of  Railroad  Trainmen.  No  response  was  received 
from  three  of  these  organizations;  the  Brotherhood  of  Locomo- 
tive Firemen  and  Enginemen  furnished  certain  data  which  have 
been  given  due  consideration. 

"As  to  the  'feasibility  on  part  of  railroad  companies  of  fur- 
ihlng  to  their  men  accommodations  suitable  to  their  needs  at 
terminate,'  this   is  not   altogether  a  local  and   financial 
If  suitable  and  adequate  accommodations  are  avail- 
able and  accessible  at  a  terminal,  such  as  boarding  and  room- 
ing houses,  restaurants,  and  hotels,  there  is  no  apparent  neces- 
similar  accommodations  to  be  provided  by  the  railroad 
company     But  in  view  of  the  necessity,  particularly  from  the 
Qdpoint  of  safety  in  railroad  operation,  for  train-service  em- 
i  to  procure  proper  as  well  as  adequate  rest,  in  order  that 
may  be  alert  at  all  times  while  on  duty,  the  provision  by 

M^TJT163  °f  suitable  and  readily  available  facil- 

lable  their  train-service  employes  to  secure  a  proper 

s  required,  at  many  terminals.    Some  of  the  facilities  pro- 


LABOR PROVISIONS  AMENDMENT 

The  Traffic  World  Washington  Bureau 

Amendment  of  the  labor  provisions  of  the  transportation  act 
is  proposed  in  a  bill  (H.  R.  15306)  introduced  in  the  House  by 
Representative  Madden  of  Illinois.  The  bill  provides  for  con- 
ferences 'between  the  carriers  and  employes,  ,but  does  not  elim- 
inate any  part  of  the  present  law. 

The  bill  provides  for  the  following  addition  to  Section  301  of 
the  transportation  act: 

(1)  Upon  written  request  for  a  conference  between  the  carriers 
^llh*  t  enjP'oyes  °r.  subordinate  officials  thereof,  being  submitted 

nther  by  the  authorized  representatives  of  the  carriers  or  of  the 
rSSlS£?Si  °r  ^  sub9rd.mate  officials,  the  party  so  petitioned  shall 

espond  m  writing  within  ten  days  from  the  date  of  the  receipt  of 
the  request  for  such  conference. 


. 

t0   S1ciiue   the.fu»est  and   most   representative    ex- 
nri   whioh  ?  hr  bSth  *pa,rti,es  to  any  disP«te  which  might  arise 

and  which  might  be  adjusted   by  and  under  this   title,   the   right   to 
organize  is  hereby  granted  to  the  carriers  or  their  representatives  and 
subor<"nate  officials  of  the  carriers  or  thefr  rep. 


vided,  particularly  sleeping  quarters,  obviously  are  not  'suitable 
to  their  needs.'  A  bunk  house,  which  is  not  provided  with  i 
necessary  bedding,  the  maintenance  of  which  is  not  assigned  to  i 
an  attendant  who  is  held  responsible  for  its  condition,  and  which 
is  supposed  to  be  cleaned  by  transient  occupants,  ordinarily  does 
not  long  remain  in  sanitary  condition  necessary  for  securing 
proper  rest;  and  it  is  considered  unreasonable  to  expect  train- 
service  employes,  particularly  enginemen,  to  carry  bedding  with 
them.  These  are  conditions  which  should  be  voluntarily  cor- 
rected by  the  railroads  themselves.  Dormitories,  clubhouses, 
and  other  similar  facilities,  properly  equipped  and  maintained, 
undoubtedly  add  materially  to  the  efficiency  of  the  men  using 
them,  and  the  provision  of  such  facilities  by  railroad  companies 
whose  employes  lie  over  at  terminals  away  from  their  homes, 
where  other  suitable  accommodations  are  not  adequate  or  avail- 
able, is  highly  commendable.  The  working  hours  of  train-serv- 
ice employes  in  common  practice  are  in  the  great  majority  of 
cases  irregular  at  best,  and  improvement  in  accommodations 
and  facilities  which  are  conducive  to  trainmen  securing  proper 
rest  should  be  systematically  pursued  by  the  carriers  and  en- 
couraged in  every  practicable  manner." 

POINDEXTER  STRIKE  BILL 

The  Traffic  World  Washington  Bureau 

The  National  Board  of  Farm  Organizations  and  the  Farmers' 
National  Council  have  sent  protests  to  members  of  Congress 
against  the  passage  of  the  Poindexter  anti-strike  bill.  The 
former  organization  does  not  believe  the  present  a  proper  time 
for  advocating  enactment  of  anti-strike  legislation  and  that  the 
causes  of  strikes  should  be  removed  rather  than  to  make  strikes 
a  felony. 

The  Farmers'  National  Council,  through  George  P.  Hampton, 
managing  director,  said  farmers  did  not  like  strikes  and  that 
they  should  be  "a  last  resort,  but  last  resorts  sometimes  have  to 
be  resorted  to,  and  it  is  un-American  and  contrary  to  sound  public 
policy  to  make  effective  striking  under  any  and  all  conditions  a 
felony." 

Just  which  farmers  of  the  United  States  these  organizations 
speak  for  has  always  been  more  or  less  of  a  mystery  in  Wash- 
ington. The  Farmers'  National  Council  has  been  particularly 
active  in  recommending  government  ownership  of  the  railroads 
and  in  opposing  anti-strike  legislation. 


S  jc'.,  £•     That    section    307    of   the    Transportation   Act     1920     be 
amended  by  adding  at  the  end  thereof  the  following- 

(e)  To  prevent  the  establishment  of  an  inequality  or  inequalities 
ot  increases  in  wages  or  of  treatment,  the  result  of  previous  or  pos- 
sible future  wage  orders  or  adjustments  the  Dredominnnt  A-v-ietinp-  VmiiT-i^ 
or  mileage  units  employed  Incomfu^gUr^^o^ov^^orthl 
predominant  existing  rules  and  practices  governing  working  condi- 
empfoj  ?"  standardized  and  applied  alike  to  all  classified  carrier 


SHIPMENT  OF  ARMS  TO  MEXICO 

The  Traffic   World   Washington  Bureau 

In  Supplement  No.  1  to  CCS-40,  the  car  service  division  has 
modified  previous  regulations  embargoing  the  shipment  of  arms 
or  munitions  of  war  to  Mexico  so  that  the  railroads,  beginning 
January  1,  will  be  permitted  to  accept  for  shipment  into  Mexico 
small  arms  and  small  arms  ammunition. 

The  division  stated  that  the  change  was  made  at  the  request 
of  the  State  Department. 

The  modified  order  provides  that  "this  embargo  does  not 
include  small  arms  such  as  shotguns,  rifles,  revolvers  and  pis- 
tols; small  arms  ammunition,  dynamite,  blasting  powder  and 
Jther  high  explosives  used  for  industrial  purposes;  and  fuses 
or  caps  for  firing  same." 

The  circular  is  a  modification  of  previous  orders  issued  in 
:ompliance  with  the  President's  proclamation  of  July  12  1919 
which  placed  an  embargo  on  shipments  to  Mexico  of  all  arms 
and  ammunition  except  as  may  be  permitted  by  the  U.  S  gov- 
ernment. 
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A  FREE  SERVICE 

Your  Packing  and 
Shipping  Problems  Solved 
Through  Scientific  Research 

Our  engineers  working  in  conjunction  with  the  Mellon  Institute  of 
Industrial  Research  at  Pittsburgh,  Pa.,  where  a  fellowship  and  scien- 
tific laboratory  are  maintained  by  this  association,  offer  you  a  service 
of  expert  and  scientific  assistance  free  of  all  charge  in  any  prob- 
lem relating  to  the  packing  and  shipping  of  your  product. 


WRITE  US  YOUR  TROUBLES. 

THE  CONTAINER  CLUB 

An  Association  of  Corrugated  and  Solid  Fibre  Box  Manufacturers 

608  South  Dearborn  St.  Chicago,  III. 


R.  B.  YOUNG,  President  and  Manager 

Savannah7  Bonded  [Warehouse  &  Transfer  Go. 


312-314-316  WILLIAMSON  STREET 


P.  0.  Box  985 


General       Storage — Re-Consigning  —  Distributing,       Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Broker*— Track    Connections    with    all     Railroads    and     Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phone    No.  4883  SAVANNAH,   GA. 


CARLSON'S  INDUSTRIAL 

Traffic  Managers9  College 

Top  Floor  Tribune  Bldg.,  New  York,   N.  Y. 

Practical  Instructions  given  by  Expert  Traffic  Managers.  No 
Theory,  actual  use  of  tariffs  as  applied  to  Domestic.  Import  and 
Export  Shipping.  TEXT  MATTER  Includes  important  changes  In 
Rules  and  Regulations,  up  to  date,  in  loose-leaf  form. 

Night  Classes.  Personal  Instructions  by  Mall. 

Prospectus    Free.  Correspondence    Solicited. 


CINCINNATI,  OHIO 

J.  C.  BUCKLES  TRANSFER  COMPANY 

67  Plum  Street 

FREIGHT  FORWARDING  AND  TRANSFER  AGENTS 

If  you  cannot  ihip  on  account  of  embargoes,  tend  u»  your   shipments  in 
cariots  and  we  can  re-thip  from  Cincinnati 

CHICAGO 

Jos.  Stoekton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 

PORTLAND,      OREGON 

OREGON  TRANSFER  COMPANY 

Established  In  1888 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

No  twitching  charge  on  carload  shipment!. 


SEATTLE  TRANSFER  CO. 


123  Jackson  St. 


Seattle,  Wash. 


Quick  Distribution  of  all  Pool  Cars 
100,000  sq.  ft.  of  warehouse  space 
Warehouse-men  and  forwarders. 


ROCHESTER.  NEW  YORK 

General  Storage      Forwarding      Carload  Distribution 

Excellent  facilities  for  reahlpplng  without  cartage.  Insurance  rmt« 
12  cents.  Members  of  American  Warehousemen's  Association  an* 
American  Chain  of  Warehouses. 

Write  for  particulars. 
B.    R.    A    P     WAREHOUSE.    Inc.  KINO    AND    MAPLB    «T» 


EL  PASO,  TEXAS 

GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.Ft.  Floor  Space  —  Fireproof  —  Bonded  —  $200,800  Capital 
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WILSON  VETOES  CLAYTON  ACT  BILL 

The  Traffic   World   Washington  Bureau 

The  President  December  30,  vetoed  the  bill  extending  the 
effective  date  of  section  10  of  the  Clayton  anti-trust  act  to 
January  1 ,  1922.  In  his  veto  message  to  the  Senate  he  set  forth 
that  the  legislation  was  enacted  in  1914  on  his  recommendation 
and  two  years'  time  was  given  for  the  carriers  and  others  to 
adjust  themselves  to  its  provisions.  A  further  extension  of 
time  was  given,  he  pointed  out,  making  a  total  of  six  years 
since  the  law  was  enacted,  "so  that  all  interests  concerned  have 
had  long  and  ample  notice  of  the  obligations  it  imposes." 

Reviewing  the  grounds  on  which  a  further  extension  was 
asked,  the  President  said  Congress  was  now  in  session  and  could 
readily  adopt  suitable  amendments  if  deemed  necessary  and, 
therefore,  objections  based  on  the  effects  of  the  section  "appear 
to  me  to  be  Inadequate.  The  soundness  of  the  principle  em- 
bodied in  section  10  appears  to  be  generally  admitted.  The 
wholesome  effects  which  its  application  was  intended  to  produce 
should  no  longer  be  withheld  from  the  public  and  from  the 
common  carriers  immediately  concerned,  for  whose  protection 
It  was  particularly  designed." 

Under  the  transportation  act,  the  section  will  become  op- 
erative January  1. 

The  Commission  had  recommended  that  the  measure  be 
signed,  though  it  is  understood  that  several  members  opposed 
approval.  The  protest  of  W.  H.  Johnston,  of  the  International 
Association  of  Machinists,  was  believed  to  have  caused  the 
delay. 

SMITH  AMENDMENT  REVIVAL 

The  Traffic  World  Washington  Bureau 

Revival  of  the  Smith  amendment  to  the  fifteenth  section 
of  the  act  to  regulate  commerce  was  discussed  briefly  in  the 
Senate,  December  23,  when  Senator  Smith  of  Georgia  offered 
a  letter  from  the  Chamber  of  Commerce  of  Macon,  Ga.,  and  also 
resolutions  passed  by  the  Macon  Wholesale  Grocers. 

"They  call  attention  to  the  increase  of  rates  being  made  by 
certain  railroads  for  transportation  of  freight,"  said  Senator 
Smith,  "and  complain  that  those  rates  go  into  effect  now  with- 
out waiting  for  approval  by  the  Interstate  Commerce  Commis- 
sion. 'In  presenting  the  matter,  I  merely  wish  to  say  that  the 
Senate  placed  upon  the  railroad  bill  a  provision  that  increases 
should  not  go  into  effect  except  after  approval  by  the  Interstate 
Commerce  Commission,  and  it  was  lost  in  conference." 

Senator  Smith  attempted  to  have  the  resolutions  printed  in 
the  Congressional  Record,  but  objection  was  made  by  Senator 
Smoot  of  Utah,  who  declared  at  the  last  session  of  Congress  in 
favor  of  keeping  down  the  government's  printing  bill  and  who 
has  since  objected  to  communications  being  printed  in  the 
Record. 


GRAIN  RATES  AND  RULES 


The  Traffic  World  Washington  Bureau 

The  Commission,  in  a  supplemental  order  in  No.  8845,  Natchez 
Chamber  of  Commerce  vs.  Louisiana  &  Arkansas  et  al. ;  No.  8920, 
Same  vs.  Arkansas,  Louisiana  &  Gulf  et  al.,  and  No.  9036,  Same 
vs.  Arkansas  &  Louisiana  Midland  et  al.,  has  prescribed  rates  and 
rules  to  cover  grain  and  grain  products,  as  follows: 

"It  is  ordered  that  the  order  in  these  proceedings  entered  on 
August  12,  1920,  as  amended,  in  so  far  as  it  relates  to  rates  on 
grain  and  grain  products  and  flour,  be,  and  the  same  is  hereby 
modified  to  provide  that  the  rates  on  grain  and  grain  products 
therein  prescribed  shall  apply  upon  the  same  commodities  and 
be  subject  to  the  same  commodity  description  as  contemporane- 
ously applicable  in  connection  with  rates  on  wheat  between 
Shreveport,  La.,  and  points  in  Texas  common  point  territory; 
that  the  rates  on  flour  therein  prescribed  shall  apply  upon  the 
same  commodities  and  be  subject  to  the  same  commodity  de- 
scription as  is  contemporaneously  applicable  in  connection  with 
rates  on  flour  between  Shreveport,  La.,  and  points  in  Texas  com- 
mon point  territory,  and  that  the  minimum  weights  applicable  in 
connection  with  such  rates,  and  rules  and  regulations  applicable 
thereto  shall,  in  so  far  as  applicable,  be  as  follows: 

On  grain,  all  kinds  (except  oats  and  ear  corn,  snapped  corn  or 
corn  in  the  shuck),  minimum  weight  marked  capacity  of  car,  except 
where  marked  capacity  is  less  than  50,000  pounds,  in  which  case  mini- 
mum weight  will  be  60.000  pounds  per  car  (subject  to  notes  1,  2,  3  and 
4  below). 

On  oats  and  earn  corn,  snapped  corn  or  corn  in  the  shuck,  straight 
or  mixed  carloads,  minimum  weight  80  per  cent  of  marked  capacity 
of  car,  except  where  marked  capacity  is  less  than  50,000  pounds  in 
which  case  minimum  weight  will  be  40,000  pounds  per  car  (subject  to 
notes  1.  2.  3  and  4  below). 

Note  1— Oats  and   ear  corn,   snapped  corn  or  corn  In   the   shuck, 
mixed   carloads    with    other   grain,    will    be    subject    to    minimum 
weights   applicable   to   "Grain.   aFl   kinds    (except   oats   and   ear   corn, 
snapped  corn  or  corn  In  the  shuck)." 

Not"  2—Actunl  wo|eht  will  apply  In  the  following  cases: 
<a>   when  grain  is  loaded  at  point  of  origin  to  within  24  inches  of 
,  at  side  walls  of  rnr.  for  the  purpose  of  federal,  state  or  official 
grain  exchange  inspection. 

fb?  ^J2icn  sraln  ls  loaded  to  proper  grain  line  of  cars  so  marked 
(c)  When  car  is  loaded  to  full  space  capacity. 


When  any  of  the  provisions  of  this  note  are  applicable,  notation 
to  that  effect  should  be  inserted  in  the  bill  of  lading  by  shipper  or 
agent  of  the  carrier,  but  failure  to  make  such  notation  shall  not 
prevent  the  application  of  the  terms  of  this  note  upon  presentation 
of  suitable  proof.  Such  notations  should  be  specific,  indicating  on 
which  of  the  three  grounds  herein  specified  actual  weights  should  be 

°  Note  3 — When  grain  in  transit  is,  for  causes  beyond  the  control 
of  shipper  or  owner,  transferred  from  one  car  to  another  of  greater 
capacity  (either  direct  or  through  elevators),  the  minimum  weight 
applicable  to  the  car  from  which  transfer  is  made  shall  apply  to  the 
car  into  which  the  shipment  is  transferred. 

Note  4 — When  carrier  cannot  furnish  car  of  capacity  ordered  by 
shipper  and  for  its  own  convenience  furnishes  a  car  of  greater  ca- 
pacity than  the  one  ordered,  such  car  may  be  used  on  the  basis  of  the 
minimum  weight  applicable  to  the  car  ordered  by  shipper,  but  in  no 
case  less  than  actual  weight;  the  capacity  of  car  ordered,  number  and 
date  of  the  order  to  be  shown  in  each  instance  upon  the  bill  of  lading 
and  carrier's  waybill. 

When  actual  weight  is  more  than  10  per  cent  in  excess  of  the 
marked  capacity  of  the  car  ordered  by  shipper,  the  minimum  weight 
shall  be  that  applicable  to  the  car  in  general  service  the  capacity  of 
which  is  next  greater  than  the  capacity  of  car  ordered.  When  ship- 
per orders  a  car  of  marked  capacity  less  than  60,000  pounds  and 
carrier  furnishes  a  car  of  greater  capacity,  the  minimum  weight  shall 
be  60.000  pounds,  but  not  greater  than  the  marked  capacity  of  car 
furnished. 

On  grain  products,  namely:  Barley,  cracked,  flaked,  pearl,  roasted, 
rolled,  sprouts,  dry;  bran;  brewers'  cerealine,  brewers'  corn  flakes, 
brewers'  flake,  brewers'  grits,  brewers'  meal;  Cerealine.  other  than 
brewers';  chops,  grain  (chopped  feed);  cracked  corn,  corn  flake,  corn 
germs,  corn  germ  meal,  corn  meal;  farina;  farinose;  feed,  chopped: 
feed,  gluten,  hominy,  nutrilene;  feeds,  live  stock  or  poultry,  consisting 
in  part  of  grain  or  grain  products,  when  taking  grain,  grain  product 
or  grain  by-product  commodity  rates;  flour,  buckwheat,  barley,  corn, 
feterita,  kaffir  corn,  milo  maize,  mixed  grains,  oat,  pancake,  potato, 
prepared,  rye,  spelt,  wheat;  food  preparations,  cereal,  not  otherwise 
specifically  provided  for  herein,  when  subject  to  grain  or  grain  prod- 
uct (flour,  meal,  etc.)  commodity  rates;  grain  products,  not  otherwise 
specifically  provided  herein,  when  subject  to  grain,  grain  product  or 
grain  by-product  iflour,  meal,  etc.)  commodity  rates;  grits;  groats; 
hominy,  hominy  flake,  hominy  pearl;  maizea;  malt,  malt  sprouts; 
middlings;  mill  feed;  millstuffs;  oat  feed,  oat  flake,  oat  meal:  oats, 
cracked,  rolled;  rye,  cracked,  crushed,  rolled;  shipstuff;  shorts;  wheat, 
cracked,  crushed,  flaked,  granulated,  rolled,  in  straight  or  mixed 
carloads,  or  in  mixed  carloads  with  other  articles  when  tariffs  pro- 
vide that  the  grain,  grain  product  or  grain  by-product  (flour,  meal, 
etc.)  commodity  rates  apply  on  such  mixtures — minimum  weight  40,- 
000  pounds  per  car  (see  notes  1,  2,  3  and  4). 

Note  1 — When  the  car  is  loaded  to  full  space  capacity  actual 
weight  will  apply. 

Note  2 — Actual  weight  will  apply  upon  molasses  feeds  or  other 
stock  feeds  having  liquid  sweetening  ingredients  (not  medicated  or 
eondimental)  when  cars  are  loaded  at  point  of  origin  to  within  24 
inches  of  the  roof  at  the  side  walls. 

Note  3 — On  grain  and  grain  products  handled  under  transit  ar- 
rangements the  minimum  weight  from  transit  point  will  be  the  same 
as  the  minimum  weight  into  the  transit  point,  except  when  a  car  of 
less  capacity  is  furnished  at  transit  point,  in  which  case  the  minimum 
weight  as  applicable  to  such  car  of  less  capacity  will  apply;  or  where 
the  shipment  from  transit  point  consists  of  grain  products,  the  mini- 
mum weight  on  such  grain  products  from  transit  point  will  be  the 
same  as  provided  on  grain  products  into  the  transit  point. 

Note  4 — On  mixed  carloads  of  grain  and  grain  products  the  mini- 
mum weight  as  applicable  to  shipments  of  grain  products  in  mixed 
carloads  will  apply  provided  the  weight  of  the  grain  which  may  be 
included  in  such  shipment  shall  not  exceed  33%  per  cent  of  the  total 
weight  loaded  in  such  mixed  carloads.  If  the  weight  of  the  grain 
which  may  be  included  shall  exceed  33%  per  cent  of  the  total  weight 
loaded  in  such  mixed  carloads,  the  minimum  weight  as  applicable  to 
such  grain  will  apply,  except  when  car  is  loaded  to  full  space  capacity 
the  actual  weight  will  apply. 

"It  is  further  ordered,  that  tariffs  or  supplements  to  make 
effective  the  provisions  of  this  order  shall  be  published  and  filed 
effective  at  the  same  time  and  upon  the  same  notice  to  the 
Commission  and  the  public  as  may  be  authorized  in  connection 
with  the  rates  prescribed  in  the  order  entered  in  these  proceed- 
ings on  August  12,  1920,  as  amended." 


OPERATING  EFFICIENCY  INCREASES 
A  statement  of  operating  statistics  for  large  steam  roads, 
recently    prepared    by    the    Interstate    Commerce    Commission, 
shows  for  the  period  January  1 — October  1,  1920,  a  general  in- 
crease in  operating  efficiency  over  the  same  period  last  year. 

Per  cent 
increase, 

January,  October,  1020 

Item.  1920.  1919.        over  1919. 

Miles  of  road  operated 229,429  228.342  0.5 

Freight    train    miles' 451,337,000  394.958,000  14.3 

Passenger   train   miles* 408,703,000  390,957,000  4.5 

Loaded  freight  car  miles'..     11,415,505,000  10,138,667,000  12.6 

Empty   freight  car  miles*..       4,991,612,000  4,777,991,000  4.5 

Net   ton   miles'    330,964,000,000  286.902,000,000  15.4 

Gross  ton    miles'    668,748,000.000  593,253,000,000         "    12.7 

Gross  tons  per  train 1,482  1,502  ^11.3 

Net  tons  per  train 733  726  1.0 

Cars   per  train    37.4  38.8  "I3.6 

Service  cars  on  line  daily: 

Home     510.473  (f) 

Foreign    1,818.197  (t) 

Total     2,328,670  2,287,798  1.8 

Cars    stored    15,084  180,933  <i91.7 

Car  miles  per  dayt 24.1  22.3  S.I 

Net  ton  miles  per  dayt 486  429  13.3 

Tons  per  loaded  cart 29.0  28.3  l!.~i 

*  Excluding  mixed  and  special  trains. 
t  Separation  not  available. 
}  Including  mixed  and  special  trains. 
H  Decrease. 


You  can  keep  in  the  closest  possible  touch  with  traf- 
fic and  transportation  developments  through  The  Daily 
Traffic  World. 
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Port  of  Los  Angeles 

The  Port  of  Los  Angeles  is  nearer  to  more  of  the  great  producing  and  con- 
suming centers  of  the  United  States  than  any  other  Pacific  Coast  port.  It  is 
served  by  transcontinental  railroads  that  are  open  to  traffic  the  year  round. 

Steamship  Service  to  All  Paris  of  the  World 


A  Harbor  Made  to  Order 


A  safe  harbor  for  any  size  vessel,  accessible  in  any 
weather. 

No  bar  to  cross;  48  feet  depth  at  low  tide  at 
entrance  to  the  harbor. 

Quiet  anchorage  within  five  minutes  from  the  open 
sea.  United  States  Government  has  expended  more 
than  $6,000,000  on  Port  improvements  and  is  now 
expending  more  than  $1,000,000  additional. 

City  of  Los  Angeles  has  expended  $5,600,000  for 
improvements  and  is  now  making  further  impor- 
tant improvements  with  a  new  appropriation  of 
$4,500,000. 

Lowest  port  charges  of  any  Pacific  Coast  port. 


More  than  2%  miles  of  municipal  wharf  frontage, 
including  some  of  the  finest  port  facilities  in  Amer- 
ica. Also  nearly  five  miles  of  privately-owned 
wharves. 

Five  municipal  transient  sheds,  with  9,750,000 
cubic  feet  of  storage  space. 

A  six-story  concrete  municipal  warehouse  with  a 
capacity  for  more  than  80,000  tons  of  storage. 

Municipal  Terminal  Railway  connecting  city 
wharves  with  three  transcontinental  railroads  and 
with  the  Pacific  Electric  Railway. 

Municipal  high  density  cotton  compress.  Only  one 
on  the  Pacific  Coast. 


Write  for  further  information 


Board    of    Harbor    Commissioners 

SUITE  33,  CITY  HALL,  LOS  ANGELES,  U.  S.  A. 


PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  Monthly  Service         A-l  Steamers 

MOBILE  to  ANTWERP 
HAVRE  and  BORDEAUX 

St.  Louis  Office:    1527  Pierce  Building 

IRVING  H.  HELLER,  Manager 
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RAILWAY  NEWS  AND  STATISTICS 

"The  seventeenth  annual  report  of  the  Bureau  of  Railway 
News  and  Statistics,  just  issued,"  says  a  bulletin  of  that 

Bureau,  "gives  the  first  complete  and  comprehensive  review  of 

the  railways  of  the  United  States  for  the  test  year  1919.  Its 
salient  features,  compared  with  those  for  1917,  may  be  sum- 
marized as  follows: 

MILEAGE. 

1919.  1917. 

Roads  represented   476  485 

Miles   of   line   operated (a)        250,313  252,029 

Miles    of   second    track 30,492  30,134 

Miles  other  main  track 4,957  5,03? 

Miles  yard  track  and  siding 105.112  105,15i 

Total   RP0.874  392.35P 

EQUIPMENT. 

Locomotives  65,021  63  »'8 

Locomotives,  tractive  power,  Ibs (m)     2,229,151  2,145,698 

Passenger  cars   55,184  54,779. 

Freight  cars   2,368.775  2,384,765 

Freight  cars,  capacity  (tons) 96,068,904 "  94,590,533 

Company  cars 106,669  125,051 

NUMBER  AND  PAY  OF  EMPLOYES. 

Number  (average)   1,960,569  1,780,235 

Hours  worked    (m)     5,165,320  5,536,733 

Total  compensation  (m)  $2,901,963  $1,781,027 

Per  employe  per  year 1,480  1,001 

Ratio  pay  roll  to  revenue   55.47%  43.71% 

CAPITAL  AND  INVESTMENT. 

Net  capitalization (m) $16,885,034  $16,823,691 

Per  mile  of  line  67,456  66,755 

New  capital  listed   124,064.350  110,322,460 

Net  investment   (m)  20,209,645  18,423,235 

(a)— 194,286  owned,  56.027  leased, 
(m) — Signifies  thousands  omitted. 

Valuation  by  I.  C.  Commission ..  .$18  900  000  000 

Valuation,   fifty  roads,  51,853  miles 3,203,782,543 

Book  value  of  same 3,158,275,156 

Expense  of  valuation   to                                         1919  1917 

Paid   by   Commission $15,938,210  $8,867,073 

Paid  by  the  railways   37,040,046  20,578,415 

OWNERSHIP  OF  AMERICAN  RAILWAYS 

1919  1917 

Miles    owned    194.286  191,644 

.Stockholders   reported    609,705  550,652 

Including  the  stockholders  of  the  leased  lines  the  stockholders  of 
all  American  railways  now  number  about  700,000,  against  650,000  in 
1917.  The  number  of  bond  holders  probably  exceeds  that  of  stock- 
holders, bringing  the  total  of  railway  investors  close  up  to  a  million 
and  a  half. 

PUBLIC  SERVICE  OF  THE  RAILWAYS 
Passenger  Service. 

1919. 

Passengers  carried    (m)     1,190,916 

Passenger   mileage    (m)  46,619,943 

Passengers  per  mile  of  line 186.246 

Average  journey,   miles   

Average  pass,   in  train 

Passenger  train  miles   (m) 

Freight  Service. 

Tons  rev.   frt.   carried (m) 

Freight  ton  mileage   (m)375,'884;209 

Freight  ton  mileage  per  mile  of  line 1,501  656 

Average    haul    177 

Average  tons  per  train 675 

Mileage  revenue  frt.   train 557,049 

REVENUES  FROM  OPERATION. 
1919 

From   passengers   (m) 

Average  per  passenger  mile 

P  rom  freight    (m) 

Average  per  ton  mile   

From   mail   (m) 

From   express    (m) 

From  all  sources   (m) 

Revenue  per  mile  of  line  operated 

EXPENSES  OF  OPERATION. 

1919 
Maintenance  of  way  and  structures.,  .(m) 

Maintenance  of  equipment (m) 

Traffic  expenses    (m) 

Transportation     expenses (m) 

General  expenses   (m) 

Total   all   expenses    (m) 

Operating   ratio    

Net  operating  revenue    '..'.'(nil 

Miscellaneous   operating   income    . 

Taxes     . .  (ni) 

Rent,   equipment  and   facilities (m) 

Interest,  rents' and  sinking  fund..       ..(m) 

Halance,  deficit   (m) 

In  1917  balance  $47,649,270  was  appropriate'd  for  betterments 
DAMAGES  AND  INJURIES  TO  PERSONS. 

1919 

Injuries  to  persons j  38.238:803 

Loss  and  damage   117.671J90 


39.1 
85.1 

547,597 

2,121,285 


$1,192.408 
2.557c 
$3,628.408 
.965c 
$58,193 
128, Ml 
5,231.750 
20,901 


$6(17,617 

1,240,247 

48,062 

2,195,399 

128,814 

4,455,551 

85.16% 

$776,199 

1,661 

198.568          219,973 

47,603  inc.  in  exp. 
560.588          576.481 
f  28,899  gain      395  224 
!,-,! 


1917. 

1,085,879 

39,739,682 

157,678 

36.5 

68.1 

583,637 

2,362,294 

394,040,446 

1,563,472 

167 

620 

635,385 

1917. 

$835,619 

2.103C 

$2,869.863 

.728c 

$59,12S 

107,115 

4,074,672 

16,168 

1917. 
$451.446 
692,462 
65,205 
1,530,337 
98,795 
2,882.992 
70.75% 
$1,191.680 


•-•.. 
Per  cent  of  revenue 


LOCOMOTIVE  FUEL. 


155,910.593 

2.98% 


. 
0  544*860 


Yard    locomotives    ..... 

Train  locomotives    ..........  .  ...  .  .\  " 

Total     .................................   485,574,445 

IMMUNITY  IN  TRAIN   ACCIDENTS. 

Roads  reporting  Immunity   .  191!'fi<; 

Mileage  of  same  .....  ,2K  %£ 

carried    ...........  "."'±(m)        447416 


78,189.323 
1.92% 

1917 

$67,950.232 
333,347,070 

401.297,302 


1917. 

279 
110,81>2 

130, 2.'!  I 


Passenger   mileage    (m)  19,549,049 

Passengers  killed   None 

Passengers  injured   1,448 

RAILWAY  FATALITIES 
Killed  in  train  accidents—  1919. 

Passengers     

Employes    

Trespassers     

Other  persons    


Total   in    train    accidents. 
In  other  railway  accidents 
In  railway  workshops   


517 

5,978 
483 


16,OS5,44f, 
None 
1.S59 

1917. 
131 
451 
68 
109 

759 
8,808 
520 

Total     ..................................  6,078  10,080 

Income  Account  for  Fiscal  Years 

"The  introduction  to  the  report  gives  a  preliminary  sum- 
mary of  the  income  account  for  1919-20  and  1916-17,  showing: 

1919-20.  1916-17. 

Operating-  revenues   ....................  (m)  $5,698,516  $3,960,162 

Operating    expenses    ...................  (m)     5,081,273  2,683.568 

Operating   ratio    ...........................        89.17%  67.76% 

Net  operating-  income    .................  (m)      $617,243  $1,276,59  1 

(a)  180,362 
1,096,232 

Loss   Entailed   by   Federal   Control 

"The  burden  imposed  on  American  shippers  and  taxpayers 
by   Federal   control   is   placed   by   the   report   at   the   following 
amounts  : 
Increased  rates  and  fares,  1918  over  1917  ..................  $    868,000,000 

Increased  rates  and  fares,  1919  over  1917  ..................  1,116,000,000 

Increased  rates  and  fares,  (b)  1920  over  1917  ..............  1,080,000,000 

Revolving  fund,  1918  .......................................      500,000,000 

Revolving  fund,  1919  .......................................      750,000,000 


ng-  income    .................  (m)      $617,243 

Taxes  and  rents  .......................  (m)        302,239 

Net  operating  income    .................  (m)        315,004 


Total     ..................................................  $4,314,000,000 

"What  portion  of  the  revolving  funds   has   to   be   assumed 

by  the  railways  remains  to  be  adjusted. 

"What  its  experiment  in  political  operation  of  the  railways 

cost  the  government  is  summarized  thus: 


Government 
guarantee. 

1918     $    918,000,000 

1919      918,000,000 

1920  (b)    612,000,000 


Net  operating  Government 

income.  deficit. 

$    700,000,000  $    218,000,000 
515,000,000  403,000,000 

A  deficit.  612,000,000 

Total    $2,448,000,000  $1,215,000,000  $1,233,000.000 

(a) — Taxes  only,     (b)- — Eight  months  computed. 

"The  eight  months'  deficit  to  Sept.  1  is  reported  as  approxi- 
mating 1155,000,000,  swelling  the  government's  direct  loss  to 
about  $1,388,000,000.  It  has  nothing  but  experience  to  show 
for  it." 


RECONSIGNING  RULES 

The  Traffic  World  Washington  Bureau 

The  Commission,  on  December  22,  as  has  already  been  told, 
issued  Special  Permission  No.  51143  in  amended  form.  The  orig- 
inal and  amended  permits  pertain  to  reconsigning  rules  applic- 
able to  all  freight  in  open-top  cars  and  to  coal  and  coke  in  all 
cars.  The  amended  permit  is  as  follows: 

Ordered,  That  Special  Permission  No.  51143  be,  and  is  hereby 
amended,  and  that  all  carriers  and  their  duly  authorized  agents  are 
hereby  authorized  to  publish  and  file  with  the  Commission  consecu- 
tively numbered  supplements  to  or  reissues  of  their  tariffs,  such  sup- 
plements or  tariffs  to  cancel  reconsigning  rules  and  charges  applicable 
on  all  freight  in  open  top  cars  and  coal  and  coke  in  all  cars  which 
were  regularly  established  under  authority  extended  by  the  Commis- 
sion s  Special  Permission  No.  50321  (amended),  also  reconsigning  rules 
and  charges  substantially  similar  to  those  authorized  by  Special  Per- 
mission No.  50321  (amended),  which  were  established  on  the  statutory 
notice  of  thirty  days,  establishing  in  lieu  thereof  the  reconsignment 
rules  and  charges  applicable  prior  to  the  publication  of  the  rules  and 
charges  hereby  authorized  to  be  cancelled,  plus  the  increase  permitted 
by  the  Commission's  report  of  July  28,  1920,  in  Ex  Parte  No  74  th» 
said  supplements  or  tariffs  to  be  made  effective  upon  not  less  'than 
one  day  s  notice  to  the  Commission  and  the  general  public  by  posting 
and  filing  in  the  manner  required  by  law 

And  it  is  further  ordered,  That  such  tariffs  and  supplements  mak- 
ing cancellatmn  and  publication  as  hereinabove  contemplated  may  be 
issued  to  tariffs,  continued  in  effect  by  reason  of  the  Commission's 
order  of  suspension  m  Investigation  and  Suspension  Docket  No  1250 
the  terms  of  that  order  to  the  contrary  notwithstanding. 

In  connection  with  the  order  the  Commission  announced: 

This  authority   does  not  waive   any   of  the   requirements   of  the 
c°mn>>|sl°n  s  published  rules   relative   to  the   construction   and   fllin 
of  tariff  publications,  nor  any  of  the  provisions  of  the  Interstate  Com? 
merce  Act,  except  as  to  the  notice  to  be  given 

This  permission  is  limited  strictly  to  its  terms  and  does  not 
include  later  supplements  to  or  reissues  of  the  tariffs  issued  or 
amended  thereunder.  It  is  void  unless  the  tariff  s  or  supple  ments 
issued  thereunder  are  filed  with  the  Commission  within  s?xty  lavs 
from  November  26,  1920.  Such  tariffs  and  supplements  must  bear  the 
notation  "Issued  on  one  day's  notice,  under  special  permission  of  tl 
Interstate  Commerce  Commission  No.  51143,  of  November  26  1920 


INDIANA  HARBOR  BELT  NOTE 

The  Chicago,  Milwaukee  &  St.  Paul  and  the  Chicago  &  North 
Western  have  each  filed  an  application  with  the  Commission 
asking  for  authority  to  guarantee  a  6  per  cent  ten-year  promis- 
sory note  of  the  Indiana  Harbor  Belt  for  $116,000  to  be  issued  to 
the  Secretary  of  the  Treasury. 


January  1,  1921 
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Exide  users  say : 

"Our  Ironclad  Battery 
lasted  approximately 
four  years." 

"  We  have  had  no  in  ter- 
ruptions  of  service  on 
account  of  battery 
trouble  to  any  extent 
during  the  five  years  in 
which  we  have  used  your 
batteries." 

"We  have  used  each 
battery  from  three  to 
four  years.  We  have  aver- 
aged about  thirty  miles 
per  day." 

"If  I  had  bought  an 
electric  truck  three  years 
ago  it  would  have  saved 
enough  money  by  now  to 
have  paid  for  itself." 


The  Electric  Truck  Is  Economical 


"Our  5 -ton  Electric  trucks  are 
capable  of  an  average  daily  mile- 
age of  at  least  50  miles,  and  are 
at  least  25%  cheaper  to  operate. 
That's  why  we  bought  our  elec- 
trics and  have  given  a  repeat 
order."  So  writes  an  executive 
of  one  of  the  best  known  firms 
in  the  country,  which  uses  Exide- 
Ironclad  Batteries  exclusively. 

That  is  the  big  idea  in  electric 
vehicles.  For  the  usual  run  of 
city  hauling,  with  many  stops 
and  daily  mileages  of  fifty  miles 
or  less,  they  help  to  do  more 
work  with  the  old  force,  and  they 


do  it  at  less  cost  than  any'other 
means. 

The  electric  truck  gives  maxi- 
mum results  when  it  gets  its 
power  from  an  Exide-Ironclad 
Battery  — •  the  one  battery  that 
combines  all  the  essentials  for 
day  in  and  day  out  service  in 
electric  vehicles — maximum 
power  ability,  ruggedness,  long 
life  and  high  efficiency.  Investi- 
gate the  possiblities  of  the  Exide- 
Ironclad  Equipped  Electric  for 
your  business.  Write  for  our  free 
booklet,  "15  POINTS  OF 
EXIDE-IRONCLAD." 


THE  ELECTRIC  STORAGE  BATTERY  CO. 

Oldest  and  largest  manufacturers  In  the  world  of  Storage  Batteries  for  every  purpose 

1888         PHILADELPHIA         1921 

Branches  in  seventeen  cities 
Exlde  Batteries  of  Canada,  Limited  133-157  Dufferln  Street,  Toronto 


IRONCLAD 
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WAR  TAX  ON  DEMURRAGE 


Tht  Traffic   World   Washington  Bureau 

The  question  whether  tax  on  demurrage  accruing  between 
May  26  and  November  27,  1920,  is  to  be  collected  by  the  rail- 
roads from  shippers,  has  not  yet  been  answered  in  full  by  the 
Commissioner  of  Internal  Revenue. 

However,  "where  demurrage  charges  have  not  yet  been  billed, 
the  tax  should  be  billed  and  collected  thereon."  That  was  the 
advice  given  to  The  Traffic  World,  as  of  December  18.  "But 
until  further  advice  is  received  from  the  department  no  attempt 
should  be  made  by  the  carrier  to  collect  the  tax  on  demurrage 
charges  accruing  during  this  period  (May  26  to  November  27) 
where  such  charges  have  already  been  billed  and  collected," 
the  department  advised. 

The  effect  of  this  ruling  seems  to  be  that  where  the  demur- 
rage bills  accruing  between  May  26  and  November  27  have  been 
paid,  no  attempt  should  be  made  to  collect  a  war  tax  thereon, 
unless  and  until  there  is  advice  on  that  point.  As  to  bills  out- 
standing that  have  not  been  paid,  the  tax  must  be  paid. 

Inasmuch  as  all  freight  bills  are  supposed  to  be  paid  within 
ninety-six  hours  from  their  rendition,  the  part  of  the  ruling  that 
is  definite,  it  is  believed,  will  not  require  the  payment  of  any 
considerable  number  of  bills  or  any  large  amounts  of  tax. 

The  question  asked  the  Commissioner  of  Internal  Revenue 
was  as  follows: 

It  is  our  understanding  that  T.  D.  3096.  which  revokes  T.  D.  3022, 
is  to  be  Interpreted  as  being  retroactive  to  the  Revenue  Act  of  1918 
and  that  carriers  will  be  expected  to  collect  taxes  on  all  shipments 
moving:  during  the  period  of  time  T.  D.  3022  was  in  effect.  Will 
you  kindly  advise  us  whether  our  understanding  of  the  matter  is 
correct? 

The  ruling  made  by  James  M.  Baker,  deputy  commissioner 
of  internal  revenue,  is  as  follows: 

The  effect  of  T.  D.  3096,  copy  herewith,  approved  November  27, 
1920,  is,  of  course,  retroactive,  and  nullifies  entirely  T.  D.  3022,  which 
held  that  certain  demurrage  was  not  subject  to  tax.  Under  the 
provisions  of  T.  D.  3096,  therefore,  all  demurrage  is  taxable  from 
November  1.  1917. 

With  respect  to  the  tax  during  the  period  from  May  26,  1920,  the 
date  of  the  issuance  of  T.  D.  3022,  to  November  27.  1920.  date  of  the 
issuance  of  T.  D.  3096.  you  are  advised  that  where  demurrage  charges 
have  not  yet  been  billed  the  tax  should  be  billed  and  collected  thereon, 
but  that  until  further  advice  is  received  from  the  department  no 
attempt  should  be  made  by  the  carrier  to  collect  the  tax  on  demur- 
rage charge*  accruing  during  this  period  where  such  charges  have 
already  been  billed  and  collected. 


TERMINAL   FACILITIES   REPORT 

The  Traffic  World  Washington  Bureau 

The  Secretary  of  War,  under  a  resolution  submitted  by 
Senator  Jones  of  Washington  and  agreed  to  by  the  Senate,  De- 
cember 23,  was  directed  to  report  to  the  Senate  as  to  the  dis- 
position of  terminal  facilities  acquired  or  constructed  by  the  gov- 
ernment during  the  war.  The  resolution  follows: 

Resolved.  That  the  Secretary  of  War  be,  and  he  is  hereby,  di- 
rected to  inform  the  Senate  what  steps,  if  any,  are  being  taken  or 
have  been  taken  to  lease  or  sell  any  of  the  docks,  piers,  warehouses. 
or  other  terminal  facilities  constructed  or  acquired  by  the  government 
of  the  United  States  for  the  use  of  and  used  by  the  War  Department 
during  the  war;  and  if  any  such  facilities  have  been  leased  or  it  is 
proposed  to  lease  or  sell  the  same,  advise  the  Senate  the  terms  or 
proposed  terms  of  such  leases  or  sales  and  the  law  authorizing  such 
action. 


on  the  basis  of  their  operating  revenues  as  known  or  estimated   for 

""  y<3a''The  order  of  the  Commission  issued  under  date  of  June  26, 
1914,  the  subject  of  a  uniform  system  of  accounts  to  be  prescribed  for 
and  kept  by  carriers  being  under  consideration,  shall  be  amended  by 
the  elimination  of  the  third  paragraph,  and,  further,  by  the  substitu- 
tion for  the  fourth  paragraph  of  the  following:  It  is  further  ordered, 
i-liat  the  term  Small  Carriers  shall  include  carriers  of  Class  II  and 
carriers  of  Class  III,  as  defined  in  an  order  entered  on  the  22d  day  of 
November,  A.  JD.  1920,  in  the  matter  of  the  classification  of  operating 
carriers  by  steam  railway. 

4  Nothing  in  this  order  shall  prevent  changes  in  the  assignment 
of  carriers  to  classes  on  the  part  of  the  Commission  deemed  to  be 
warranted  by  special  conditions,  such  as  corporate,  physical  or  other 
important  changes  as  they  may  occur. 

OHIO  INTRASTATE  RATES 

The  Traffic   World   Washington  Bureau 

On  petition  of  the  railroads  operating  in  Ohio,  according  to 
information  received  by  John  E.  Benton,  general  solicitor  of 
the  National  Association  of  Railway  and  Utilities  Commissioners, 
the  injunction  proceedings  instituted  December  11  by  the  at- 
torney-general of  Ohio  to  prevent  the  railroads  increasing  intra- 
state  rates  above  those  authorized  by  the  state  commission, 
have  been  transferred  to  the  federal  court.  The  suit  was  brought 
in  a  state  court.  The  state  authorities,  by  bringing  the  action, 
anticipated  the  effect  of  any  order  the  Interstate  Commerce 
Commission  may  issue  in  the  Ohio  intrastate  rate  case  which 
has  been  argued  and  which  is  before  the  Commission  for  de- 
cision. 


CLASSIFICATION  OF  CARRIERS 

The   Traffic    World    Washington  Bureau 

An  order  issued  by  the  Commission,  December  28,  dated  No- 
vember 22,  Is  intended  to  preserve  the  comparability  of  statis- 
tics gathered  by  it  by  preserving  the  present  classification  of 
carriers,  regardless  of  the  amount  of  their  operating  revenue.  A 
road  that,  in  1919,  was  in  Class  II  will  continue  in  that  class 
until  otherwise  ordered,  even  if  in  1920  its  operating  revenue 
shows  more  than  $1,000,000.  But  for  the  change  in  the  rules 
announced  on  December  28,  such  a  road  would  automatically 
enter  Class  -I,  and  to  the  extent  that  its  mileage  could  affect 
the  figures,  those  for  1920  would  not  be  comparable  with  those 
for  the  preceding  year. 

This  preservation  of  the  status  of  carriers  as  of  December 
31,  1919,  is  accomplished  by  the  following: 

It  l«  ordered,  That — 

.     Kor   the  purposes   of  annual,    other  periodical   and   snpclal   re 
ports,   and   accounting    for  operating  expenses     o.'ithTg   carriers   by 

having  annual  operating  revenues  above  $1.000,000     C  "si  U    aU   car 
«n"ri*KVsnfliannir1    Tmtl£S    revenues    from  'jinb.nno    to    jl.ono  OOo" 
JlOO.OOO  carriers   having  annual   operating   revenues   below 

.     fnlf.-s  the  Commission  shall  otherwise  direct    tlie  classiflcnt 
>f  rnrrl-n..  ,,„  aforesaid,  shall  be  based  upon  tho  opo rftinp  r  venues 
their   w-vt-ral    properties    for   the   year   ending   December   81     1MJ 
nl^V^",1  t0  ","'  mi"">"  of  control  during  that  v?ar?    Provided 


C.  &  O.  APPLICATION 

The  Chesapeake  &  Ohio  has  filed  an  application  with  the 
Commission  asking  for  authority  to  guarantee  a  6  per  cent  10- 
year  promissory  note  of  the  Louisville  &  Jeffersonville  Bridge  & 
Railroad  Company  for  $54,000,  to  the  Secretary  of  the  Treasury. 


INTERSTATE  R.  R.  STOCK  ISSUE 

Authority  to  issue  capital  stock  in  the  amount  of  $385,000  is 
asked  by  the  Interstate  Railroad  in  a  petition  filed  with  the  Com- 
mission. The  stock  will  be  sold  at  par  for  the  purchase  of  equip- 
ment and  the  improvement  of  its  facilities. 


M.  &  ST.  L.  NOTES 

The  Minneapolis  &  St.  Louis  has  filed  an  application  with  the 
Commission  asking  for  authority  to  issue  promissory  notes 
amounting  to  $230,000  to  the  American  Locomotive  Company  as 
part  payment  for  five  passenger  locomotives. 


C.  G.  W.  LOAN 

The  Commission  has  approved  a  loan  of  $1,929,373  to  the 
Chicago  Great  Western  Railroad  Company  to  enable  the  company 
to  provide  itself  with  rebuilt  freight-train  cars  and  betterments 
to  its  roadway  and  structures. 


F.  &  N.   NOTE 

The  Predericksburg  &  Northern  has  applied  to  the  Com- 
mission for  authority  to  issue  a  note  for  $36,935  to  cover  money 
advanced  during  1918,  1919  and  1920  by  the  directors  and  stock- 
holders and  now  carried  on  the  books  of  the  company  in  open 
account. 


HANDLING  OF  AUTOMOBILE  CARS 

In  Supplement 'No.  1  to  Circular  CCS-15,  the  car  service  divi- 
sion of  the  A.  R.  A.  has  cancelled  Circular  CCS-15  and  also  Cir- 
cular CCS-6.  The  order  follows: 

Special  instructions  contained  in  above  circular  dated  April  6,  1920, 
also  in  Circular  No.  6,  dated  March  13.  1920,  relative  to  the  handling 
of  automobile  cars  are  hereby  cancelled. 

It  is  felt  that  the  normal  return  movement  of  automobile  cars  to 
their  owners  in  accordance  with  Car  Service  Rules,  supplemented  by 
such  specific  instructions  as  may  be  necessary  from  time  to  time,  will 
properly  meet  the  current  demands  of  this  traffic. 


ILLINOIS  CENTRAL  BOND  ISSUE 

In  two  applications  filed  with  the  Commission  the  Illinois 
Central  Railroad  Company  asks  authority  to  issue  bonds  in  the 
aggregate  amount  of  $6,953,000.  In  one  application  the  Illinois 
Central  and  the  Chicago,  St.  Louis  &  New  Orleans  Railroad 
Company  ask  authority  to  issue  $3,708,000  of  the  joint  refunding 
mortgage  bonds  of  those  companies.  The  purpose  of  the  issue 
is  stated  to  be  for  the  reimbursement  of  the  treasury  of  the 
Illinois  Central  for  advances  made  for  additions  and  betterments 
to  the  properties  of  the  S.  St.  L.  &  N.  O.  and  the  C.  A.  &  N.,  j 
and  for  the  further  purpose  of  enabling  the  Illinois  Central  to 
use  the  bonds  for  pledging  for  loans.  In  the  second  application 
the  Illinois  Central  asks  permission  to  issue  $3,245,000  of  its  4 
per  cent  refunding  mortgage  gold  bonds,  which  also  will  be  used 
for  pledging  for  loans,  it  is  stated. 


To  the   man   who  must  know  more   quickly, 
Daily  Traffic  World  fills  the  bill. 


The 
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Proper  Packing  Prevents 
Wastage  in  Transit 

The  recent  Freight  Claim  Prevention  Congress  in  Chicago  emphasized 
the  fact  that  the  way  in  which  shipments  are  prepared  for  transportation 
determines,  to  a  large  extent,  the  number  of  claims  presented  against 
carriers  for  merchandise  which  is  Jost,  damaged  or  stolen  in  transit. 


-4-ONE-  BOXES 


are  an  aid  to  better  packing.  Each  -4-ONE- 
box  is  bound  with  steel  binding  wires  stapled 
to  the  sides,  top  and  bottom.  When  properly 
closed  the  ends  of  each  binding  wire  are  securely 
twisted  together  and  the  combined  holding  power 
of  every  wire  is  obtained. 

Shipping   departments   find   it   desirable   to  use 


either  of  the  closing  tools  shown  below.  A  single 
operation  makes  the  twist  and  automatically 
removes  the  rough  ends  of  the  binding  wire. 

Knock  the  twist  down  against  the  side  of  the  box 
as  illustrated  above. 

Send  for  the  latest  issue  of  -4-ONE-  TALKS,  our 
quarterly  bulletin  on  Better  Packing. 


Use  Either  ot  These  Closing  Tools 


Patent  Applied  For 

Bauwens  Toggle  Twister 


Patent  Applied  For 

Bruce  Twister 


Either  tool  makes  uniformly  good  twists  with  smooth  ends.     No  other  tool  does  the  work  so  well. 


The  4-ONES 


4-ONE-  Box  Manufacturers' Association 

Dept.  A,  Con  way  Building,  Chicago 
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Digest  of  New  Complaints 


11995.  Chas.  C.  Oyler  &  Son  et  al.,  Cincinnati,  O.,  vs.  American 

^UnjuslTand  "unreasonable  rates  on  C.  L.  shipments  of  straw- 
berries from  producing  points  in  Kentucky,  Tennessee,  Alabama. 
Mississippi,  Louisiana.  Missouri  and  Arkansas  to  destinations  in 
Ohio,  Indiana,  Illinois,  Michigan,  Pennsylvania,  New  York,  west 
Virginia,  Maryland  and  Massachusetts.  Asks  cease  and  desist 
order  and  reasonable  rates. 

11996.  Clinchfleld   Coal    Corporation,    Dante,    \a.,    vs.    Carolina, 
Clinchfleld  &  Ohio  et  al.  ,  , 

Alleges  that  charges  on  five  carloads  of  run  of  mine  coal  from 
Moss,  Va..  to  Toledo.  O.,  via  Blkhorn  City,  Ky.,  were  in  violation 
of  the  fourth  section;  unjust  and  unreasonable,  unduly  preferen- 
tial and  prejudicial.  Asks  cease  and  desist  order  and  rates  not  in 
excess  of  those  in  effect  from  Dante,  Va.,  and  reparation. 

11997.  Dixie  Portland  Cement  Co.,   Chattanooga,   Tenn.,   vs.   Di- 

reunjust  and  'unreasonable  rates  on  25  carloads  of  cement  from 
Richard  City.  Tenn.,  to  Miami,  Daytona,  Cocoanut  Grove,  West 
Palm  Beach  and  Canal  Port,  Fla.  Asks  reparation. 

11998.  B.  I.  Du  Pont  de  Nemours  &  Co.,  Wilmington,  Del.,  vs. 

Unjust  and  unreasonable  rates  during  the  months  of  November, 
1918  April,  May  and  June,  1919,  on  mixed  or  nitrating  acid  loaded 
in  tank  cars,  from  Hopatcong  and  Haskell,  N.  J.,  to  Arlington, 
N.  J.  Asks  cease  and  desist  order  and  reparation. 

11999.  West  Kentucky  Coal  Bureau  vs.  L.  &  N.  et  al. 

Unjust,  unreasonable  and  unduly  discriminatory  rates  on  coal 
from  western  Kentucky  mines  to  Chattanooga  and  points  in  Geor- 
gia and  to  Savannah  and  Port  Wentworth,  for  export,  m  com- 
parison with  rates  from  eastern  Kentucky  and  Tennessee.  Ask  for 
reasonable  joint  rates  to  replace  combinations. 

12000.  E.  I.  Du  Pont  de  Nemours  &  Co.,  Wilmington,  Del.,  vs.  Pa. 
R.  R.  Co.  et  al. 

\gainst  the  sixth  class  rate  on  brimstone  and  crude  sulphur 
from  New  York  lighterage  to  Newark,  N.  J.,  as  unjust  and  unrea- 
sonable. Asks  for  reasonable  rates  and  reparation. 

12001.  Will  E.  Dee  Clay  Mfg.  Co.,  Chicago,  111.,  and  Mecca,  Ind., 
vs.  P.  C.  C.  &  St.  L.  et  al. 

Unjust  and  unreasonable  rates  on  coal  from  Clinton  and  Brazil 
districts  in  Indiana  to  Newport  and  from  Cayuga  to  Newport. 
Asks  for  just  and  reasonable  rates  to  Newport  and  Mecca. 

12002.  Western  Stoneware  Co.,   Monmouth,  111.,   vs.   C.   B.   &  Q. 

Against  combination  rates  on  coal  from  Oakland  City,  Ind.,  to 
Monmouth,  111.,  as  unjust  and  unreasonable.  Asks  for  the  applica- 
tion of  a  published  joint  rate  and  reparation. 

12003.  Burlington  (la.)  Shippers'  Assn.  vs.  Ark.  Central  et  al. 
Unjust  and  unreasonable  rates  on  fuel  oil  from  the  mid-conti- 

nent Held  to  Burlington.  Asks  for  rates  no  higher  than  to  St. 
Louis  or  not  more  than  2.5c  higher,  and  reparation. 

12004.  Wichita  Northwestern  Ry.  Co.  vs.  C.  R.  I.  &  P.  and  Mo. 
Pac. 

Unjust  and  unreasonable  divisions  out  of  joint  rates  requiring 
complainant  to  perform  certain  service  at  less  than  cost.  Asks 
for  increased  divisions.  Asks  for  reasonable  divisions. 

12005.  Police  Jury,  Parish  of  Caddo,  State  of  Louisiana,  vs.  St. 
Louis  S.  W.  et  al. 

Unjust  and  unreasonable  rates  on  gravel  from  points  in  Arkan- 
sas to  Lucas.  La.,  to  the  extent  that  it  exceeded  6.5c  per  100 
Ibs.  Asks  for  that  rate  and  reparation. 

12006.  Keokuk  &  Hamilton  Bridge  Co.,  Keokuk,  la.,  vs.  Wabash 
et  al. 

Asks  for  reasonable  divisions  out  of  joint  passenger  and  freight 
rates. 

12007.  E.  I.   Du  Pont  de  Nemours  &  Co..  Wilmington,   Del.,   vs. 
C.  M.  &  St.  P.  et  al. 

Unjust  and  unreasonable  rates  on  imported  nitrate  of  soda  to 
Ramey,  Mont.,  via  Tacoma,  Wash.  Asks  for  just  and  reasonable 
rates  and  reparation. 

12008.  Morgantown  &  Wheeling  Ry.  Co.  et  al.  vs.  Pa.  et  al. 
Alleges  that  defendants  have  failed  and  refused  to  pay  to  com- 

plainant its  proportionate  share  of  increase  under  Ex  Parte  74  in 
joint  through  rates.  Asks  cease  and  desist  order  and  reparation  of 
$20,000. 

12009.  Natchez    (Miss.)    Chamber  of   Commerce   vs.    Natchez   & 
Sou.  et  al. 

Asks  for  an  investigation  of  "the  entire  question  of  Mississippi 
River  crossing  charge  at  Natchez,  Miss.,"  and  that  defendants  be 
required  to  establish  rates  for  the  future  for  application  between 
Natchez  and  Louisiana  west  of  the  river;  Arkansas,  Texas  and 
)klahoma,  upon  the  mileage  scales  that  now  apply  or  that  for  the 
future  may  apply,  based  upon  the  actual  distance  to  or  from 

12010.  The  Tribune.  Inc.,   et  al..   Great  Falls,   Mont.,   vs    Butte 
Anaconda  &  Pacific  Ry.  Co.  et  al. 

Unjust,  unreasonable  and  unduly  prejudicial  rates  on  news 
print  paper  from  points  in  the  states  of  Oregon  and  Washington 
to  certain  destinations  within  Montana.  Asks  just  and  reasonable 
rates  and  reparation. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No 


No. 


No. 


No. 


Unjust  and  unreasonable  rates  on  cigars  from  Key  West    Fla 
^Los^Angeles  and  San  Francisco,  Cal..  and  Portland,  Ore.     Asks 

e   Mutual  Brokers  of  Regina,   Ltd.,   Regina    Sask     vs 
Ry.  Express  et  al. 

.nd  unreasonable  rates  on  mixed  vegetables   from   San 
;•-•   «-  ."  to  Kansas  City,   Mo.,   and  subsequently  diverted   tn 
Refina,  Sask.    Asks  cease  and  desist  order  and  reparation 
No.  12013.    The  Atlantic  Refining  Co.,  Philadelphia,  PaVvs   New  York 
New  Haven  &  Hartford  R.  R.  Co.  et  al  ' 


and  desist  order  and  reparation. 


SERVICE  ORDERS  VACATED 

The  Traffic   World   Washington  Bureau 

mo«Kfmerf.enc^  whlch   caused   thelr   issuance  having   been 
measurably  relieved,  the  Commission  has  vacated  and  set  asi 
service  orders  1  .and   13.     Number  1  directed   short   routing  of 


cars.  Number  13  directed  unloading  of  grain  cars  held  at  or 
near  Galveston.  The  vacation  was  effective  at  midnight,  De- 
cember 31. 


LUMBER    PENALTY   CHARGE 

The  Commission  has  voted  not  to  suspend  the  $10  penalty 
charge  on  lumber  provided  in  Supplement  5  to  Fanrbanks' 
I.  C.  C.  8,  to  become  effective  January  2,  and  the  charge  will  be 
continued  after  that  date. 


M.   &    ST.    L.    NOTES 

The  Commission  has  authorized  the  Minneapolis  &  St.  Louis 
Railroad  Company  to  issue  approximately  $182,000  of  promissory 
notes,  bearing  6  per  cent  interest,  and  payable  to  the  Union 
Refrigerator  Transit  Company,  in  part  payment  for  100  refrig- 
erator cars  to  be  purchased  from  that  company  at  a  contract 
price  of  $227,500. 


TOLEDO  TERMINAL   NOTES 

The  Toledo  Terminal  Railroad  Company  has  filed  an  appli- 
cation with  the  Commission  asking  for  permission  to  issue 
promissory  notes  to  the  extent  of  $72,000  in  part  payment  to  the 
American  Locomotive  Company  for  two  freight  locomotives 
which  will  cost  a  total  of  $96,500. 


CLARK  TO  ACT  AT   INAUGURATION 

Edgar  E.  Clark,  chairman  of  the  Interstate  Commerce  Com- 
mission, has  been  designated  by  Edward  B.  McLean,  chairman 
of  the  inaugural  executive  committee,  to  act  as  chairman  of 
the  committee  on  transportation  for  President-elect  Harding's 
inauguration,  March  4,  1921. 


LOAN   TO    H.   &   B.   T.    M.   R.   R.   &   COAL   CO. 

The  Commission  has  approved  a  loan  of  $60,550  to  the 
Huntingdon  &  Broad  Top  Mountain  Railroad  &  Coal  Company, 
of  Pennsylvania,  to  aid  the  company  in  the  construction  of  a 
modern  bridge  on  its  main  line  at  or  near  Saxton,  Pa.,  at  a 
total  estimated  cost  of  $150,000.  The  company,  itself,  is  re- 
quired to  finance  about  $60,500  to  meet  the  loan  of  the  Gov- 
ernment. 


COAL  CONSUMPTION   INCREASES 

According  to  statistics  of  the  Interstate  Commerce  Commis 
sion,  coal  consumption  by  locomotives  in  road  service  on  the 
principal  lines  increased  10,000,000  tons  in  the  first  ten  months 
of  1920  as  compared  to  the  consumption  in  the  same  period  last 
year,  the  figures  being:  1920,  81,752,821  tons;  1919,  71,619,009  tons. 
The  average  cost  of  coal  per  net  ton  in  1920  was  $3.95  as  com- 
pared to  an  average  of  $3.21  in  1919.  The  cost  of  coal  in  dif- 
ferent sections  shows  great  variation.  Roads  in  the  New  Eng- 
land region  are  paying  $7.72  a  ton,  while  those  of  the  Central 
West  are  paying  $3.38. 


LOAN    FOR    B.    &   O. 

The  Commission  has  approved  a  loan  of  $5,200,000  to  the 
National  Railway  Service  Corporation  for;account  of  the  Balti- 
more &  Ohio  Railroad  Company  to  enable  that  company  to 
provide  itself  with  freight-train  equipment  at  a  total  estimated 
cost  of  $14,233,000.  The  railway  company  itself  is  required  to 
finance  about  $9,000,000  to  meet  the  loan  of  the  government. 
The  National  Railway  Service  Corporation  is  approved  as  an 
agency  through  which  loans  to  carriers  for  equipment  will  be 
made,  under  special  authority  conferred  on  the  Commission 
by  the  transportation  act. 


SHIPPING  AT  ROTTERDAM 

While  vessels  arriving  at  Rotterdam  in  the  first  six  months 
of  1920  from  British  ports  decreased  in  tonnage  from  798,267  to 
448,529,  as  compared  with  the  previous  year,  those  from  the 
United  States  increased  from  781,008  to  835,339,  according  to  a 
report  made  to  the  Department  of  Commerce  by  Consul-General 
George  E.  Anderson  at  Rotterdam. 

"Changes  in  the  course  of  shipping  into  Rotterdam  during 
the  first  six  months  of  1920,  compared  with  the  year  previous 
are  rather  significant,"  said  he  in  his  report.  "The  total  num- 
ber of  ships  in  actual  oversea  trade  entering  was  2,012,  com- 
pared with  1,885  in  the  same  period  of  1919;  and  the  total  ton- 
nage was  2,596,853  net,  compared  with  2,141,784  in  the  same 
period  of  the  previous  year. 

"Vessels  arriving  from  British  ports  decreased  in  tonnage 

«A  «7  to  448'529I  those  from  French  ports  increased  from 
ro-no  1°  30°n°'883:  tnose  from  the  United  States  increased  from 
781.0V!  to  835,339;  from  the  Netherlands  Indies,  50,520  to  141,- 
98;  from  British  India,  24,716  to  55,895;  from  Norway,  Sweden 
and  Denmark,  30,743  to  89,209;  from  Belgium,  42,130  to  70682- 
from  Japan,  nothing  to  32,672;  and  from  South  American  ports 
e  increase  was  from  34,159  to  272,188.  The  tonnage  given  is 
that  of  vessels  arriving  from  the  countries  named  without  re- 
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Tariff  Information 


TH 

[fa 


Blakely  Printing  Co. 

418  So.  Market  St. 

Chicago  Railway  Printing  Co. 

720  So.  Dearborn  St. 

Excelsior  Printing  Co. 

732  Federal  St. 

The  Faithorn  Company 

500  Sherman  St. 

Faulkner-Ryan  Company 

712  Federal  St. 

Gunthorp-Warren  Printing  Co. 

132  So.  Clark  St. 

Hedstrom-Barry  Co. 

618  Sherman  St. 

Hillison  &  Etten  Co. 

638  Federal  St. 

F.  J.  Riley  Printing  Co. 

501  So.  La  Salle  St. 

Henry  O.  Shepard  Co. 

632  Sherman  St. 


HE  additional  Tariff 
facilities  that  you  will 
need  at  the  last  mo- 
ment are  in  Chicago. 
The  plants  below  have 
a  capacity  of  40, 000 
pages  per  month. 
Get  in  touch  with  one 
or  more  of  them  now 
so  that  you  are  estab- 
lished as  a  regular 
buyer  in  the  largest 
tariff  market  in  the 
world. 
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Docket  of  the  Commission 


Not*.     Items  In  the  Docket  marked  with  an  asterisk  (*)  are  n»w, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.     Cancel- 
lations and  postponements  announced  too  late  to  chow  the  change  In 
this  Docket  will  be  noted  elsewhere. 
January  3 — Chicago,  111.— Commissioner  Ford: 
*  I.   and   S.    1250    (second   supplemental   order) — Diversion   and   recon- 

signment  rules,  regulations  and  charges. 
I  and  S.  1250  and  first  sup.  order — Diversion  and  reconsignment  rules. 

regulations  and  charges. 

January  3 — Richmond,  Va. — Examiner  Hillyer: 
11976 — Bedford   Pulp  and   Paper    Co.    vs.    Chesapeake    &    Ohio    and 

Director  General. 
January  3 — Los  Angeles,  Calif. — Examiner  Hartman: 

Valuation  Docket  26— In  re  San  Pedro,  Los  Angeles  &  Salt  Lake 
R.  R.  Co.  (The  purpose  of  this  hearing  is  to  complete  the  testi- 
mony respecting  the  present  value  of  land  contained  in  Valuation 
Section  1  and  the  scope  of  the  hearing  will  be  confined  to  that 
issue.) 
January  3 — Louisville.  Ky. — Examiner  McQuillan: 

11936 — Coral  Ridge  Clay  Products  Co.  vs.  Director  General. 
January  3 — Philadelphia,  Pa. — Examiner  Gaddess: 

11918 — E.  I.  DuPont  de  Nemours  &  Co.  vs.  Pa.  et  al. 

11918   (Sub.   No.  1)— E.   I.   DuPont  de  Nemours  &   Co.   vs.   Director 

General. 
11953 — E.   I.   Du  Pont  de  Nemours  &  Co.   vs.   Director  General  and 

Raritan  River. 

11919 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Director  General. 
January  4 — St.  Louis,  Mo. — Examiner  Fleming: 
I.  and  S.  1259— Acid  from  Hillsboro.  111.,  to  Ohio  River  points. 
I.  and  S.  1252 — Sulphur  and  brimstone  from  Louisiana  and  Texas  pts. 
January  4 — Buffalo,  N.  Y. — Examiner  Pattison: 

I.   and    S.    1248   and   first   supplemental    order — Allowances   to   plant 

facility  railroads  at  Buffalo. 
January  5 — Pittsburgh,  Pa. — Examiner  Seal: 

•I.  and  S.  1265 — Hollow  building  blocks  from  Brookville,  Pa.,  to  Allen- 
town,  Pa.,  etc. 

January  5— Atlanta,  Ga.— Examiner  Hillyer: 
11926 — Cannon  Mfg.  Co.,  Kannapolis,  N.  C.,  vs.  Director  General  and 

Southern. 
January  5— Washington,  D.  C.— Examiner  Oberlin: 

Finance    Docket    1117— In   the   matter   of   application    of   Fernwood, 
Columbia  &  Gulf  R.  R.   Co.   for  authority  to  issue  $300,000,  prin- 
cipal amount,  of  refunding  mortgage  bonds. 
January  5 — Spokane,  Wash. — Examiner  Keeler: 
11840— Inland    Empire    Paper    Co.    vs.    Spokane    International    and 

Director   General. 

11840  (Sub.  1) — Inland  Empire  Paper  Co.  vs.  C.  M.  &  St.  P.  et  al 
11840    (Sub.   2) — Inland   Empire   Paper   Co.    vs.    Oregon-Washington 

R.  R.  and  Nav.  Co.  et  al. 

11840  (Sub.  3)— Inland  Empire  Paper  Co.  vs.  C.  M.  &  St.  P.  et  al. 
January  5— Washington,  D.  C.— Examiner  Butler: 
I.  and  S.  1240  and  first  sup.  order — Water  competitive  rates  on  lum- 
ber. 

I.  and  S.  1240  (second  supplemental  order)— Water  competitive  rates 
on  lumber. 

January  5 — Argument  at  Washington,  D.  C  • 

1°745— National  Wholesale  Grocers'  Assn.  of  the  U.  S.  vs.  Alabama 

&  Vicksburg  et  aJ. 
10745    (Sub.    No.    1)— Southern   Wholesale   Grocers'    Assn.    et   al    vs 

Sou.  et  al. 
January  5— St.  Louis.  Mo.— Examiner  Fleming: 

!!S9t~Tuffli  Bros-  PJS  Iron  and  Coke  Co.  vs.  Director  General 
11946— Tuffli  Bros.  Pig  Iron  and  Coke  Co.  vs.  Director  General 
January  5— Pittsburgh.  Pa.— Examiner  Seal: 

I977— Mexican   Gulf  Oil   Co.    (Pittsburgh,   Pa.)    vs.   Midland  Valley 

January  5 — Nashville,   Tenn. — Examiner  McQuillan- 

—Murfreesboro  Board  of  Trade,  Murfreesboro,  Tenn.,  et  al    vs 
_  Louisville  &  Nashville  et  al. 

Section  Order  7566 — Class  and  commodity  rates  to  Nashville, 


,>o    -~;  o1*-  N-  Y.-^Examiner  Gaddess: 

11958— Valentine  Scheidell  and  Henrietta  M.   Scheidell,   co-partners 
doing  business  as  the  Sullivan  Count  Creamery  Co.,  vs.   Director 

January  5— Austin,  Tex.— Railroad  Commission  of  Texas- 

£a"ne  J?°clSet  108*77ApPlica,tion  «f  the  Wichita  Falls  &  Southern 

Co.    for  certificate   of  public   convenience   and  necessity  to 

™n|truct  a  line  of  railroad  between  Breckenridge  and  New  Castle 

Ja""^y  6— Argument  at  Washington.  D.  C.: 
0704— Tidewater  Oil  Co.  vs.  C.  of  N.  J.  et  al. 

Ofi^Three  Lakes  Lumber  Co-  et  »'•  vs-  Washington  Western  et  al. 
8167— Three  Lakes  Lumber  Co.  et  al.  vs.  Washington  Western  et  a 

Jan,?^  I  l,¥-;jolrt  Stes  wlth  \he  Washington  Western  Ry.  Co 
Ja""ary  6 — St.  Louis.  Mo. — Examiner  Fleming: 

£i~Mer?hants'  Exchange  of  St.  Louis.  Mo.,  vs.  B.  &  O.  et  al 
11636 — St.  Louis-San  Francisco  Ry.  Co.  vs.  Nor   Ala    et  al 


January  6 — New  York,  N.  Y. — Examiner  Gaddess: 

11979 — United  Paperboard  Co.,  Inc.,  vs.  Canadian  National  Rys.  et  a 

11970— M.  Argueso  &  Co.,  Inc.,  vs.  Galveston,  Harrisburg  &  San  An 

tonio  et  al. 

January  7 — Pittsburgh,  Pa. — Examiner  Keene: 
10197— Avella  Coal  Co.  vs.  Pittsburgh  &  West  Virginia  and  Directo 

General. 
10197  (Sub.  No.  1) — Meadow  Lands  Coal  Co.  vs.  Pittsburgh  &  Wes 

Virigina  and  Director  General. 
10197   (Sub.   No.  2)— Waverly   Coal   and  Coke   Co.   vs.    Pittsburgh 

West  Virginia  and  Director  General. 
10197  (Sub.   No.  3) — Pryor  Coal  Co.  vs.  Pittsburgh  &  West  Virgini 

and  Director  General. 
10197   (Sub.    No.   4) — Duquesne   Coal   and   Coke   Company  vs.   Pitts 

burgh  &  West  Virginia  and  Director  General. 
10197  (Sub.  No.  5) — Pittsburgh  Southwestern  Coal  Co.  and  David  L 

Newill,  receiver  thereof,  vs.  Pittsburgh  &  West  Virginia  and  D 

rector  General. 
10197   (Sub.   No.   6) — Ferguson  Coal  and  Coke  Co.   vs.   Pittsburgh 

West  Virginia  and  Director  General. 

January  7 — Boston,  Mass. — Examiner  Pattison: 

11681 — Oxford  Paper  Co.  and  Eastern  Mfg.  Co.  vs.  Director  Genera 

January  7 — Seattle,  Wash. — Examiner  Keeler: 

10540 — Pacific  Coast  Shippers'  Assn.  vs.  Canadian  Pacific  et  al 
11809 — Marden,  Orth  &  Hastings  Co.,  vs.  C.  M.  &  St.  P.  et  al. 

January  7 — Argument  at  Washington,  D.  C.: 

10514 — South  Bend  Chamber  of  Commerce  et  al.  vs    B    &  O    et  al 

10858 — State   of   Idaho   ex   rel..    Public   Utilities   Commission   of  'th 

state  of  Idaho,  vs.  Oregon  Short  Line  et  al. 
January  7 — Shreveport,  La. — Examiner  McQuillan: 
I942 — National  Glass  Co.,  Inc.,  vs.  Director  General. 

11921 — Solar  Refining  Co.  of  Louisiana  vs.  Director  General. 
January  7— Little  Rock.  Ark.— Examiner  Hunter: 

11927 — E.  P.  Ladd  vs.  Gould  Southwestern  et  al. 
January  7— New  York,  N.  Y.— Examiner  Gaddess- 

11934 — .^Etna  Explosives  Co.  vs.  C.  &  E.  I.  et  al 

11951 — JEtna.  Explosives  Co.  vs.  Mo.  Pac.  et  al. 
January  7 — Boston,  Mass. — Examiner  Pattison: 

11948— The  Glacifer  Co.  vs.  Amn.  Ry.  Express  Co. 
January  8 — Seattle,  Wash. — Examiner  Keeler- 

332— Thomas  W.  Simmons  &  Co.  vs.  Director  General 

11912— Great  Western  Smelting  and  Refining  Co.   vs.   Director  Gen 

January  8— Cleveland.  O.— Examiner  Seal: 

11949 — The  National  Refining  Co.  vs.  Director  General. 
January  10 — Chicago,  111.— Examiner  Quirk: 
*  *'  char  t's1a4d  (f°]Urth  suPP|eme"»al  order)— National  car  demurrag 

I.  and  S.  1249  and  first,  second  and  third  supplemental  orders N 

tional  car  demurrage  charges  and  rules. 
January  10— Washington,  D.  C.— Examiner  Gaddess- 

SNTo  rKUf?  BT?OS-  Lu"lber  Co.  vs.  Ala.  &  Miss,  et  al. 
11881  (Sub.  1) — Krauss  Bros.  Lumoer  Co.  vs.  Ala.,  Tenn.  &  Nor   et  al 
January  10— Chicago,  111.— Examiner  Carter- 

11558— Petition  of  Chicatro,  North  Shore  &  Milwaukee  R.  R. 
January  10— Tacoma,  Wash.— Examiner  Keeler- 

I.  and  S.  1246— Switching  charges  to  and  from  South  Tacoma,  Wash 
Jo«Pn'iatZ,,10~^;Ft-  Worth,  Tex.— Examiner  Hunter: 
9506— The  Terrell  Commercial  Club  vs.  Tex.  &  Pac.  et  al.  ' 

I.  and  S.  1210 — Grain  and  hay  between  Oklahoma  and  Texas. 
Ja"'iary  10— Atlanta,  Ga.— Examiner  Hillyer: 

C^o?AlPma    NOt (?"  e^'aP0'  VS"  Maxton>  Alma  &  Southbound  R.  R 


1-i7nr--  Mo.— Examiner  Fleming: 

11706— The  Weir  Smelting  Co.  vs.  Miami  Mineral  Belt  et  al. 
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Telephone,  Main  3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone,   Harrison  8808 


"tftftf:?:?^ 


MID-WEST  Box  COMPANY 


Look  for 

the 
Trade  Mark 


Use 

1ST     Triple  Tape 
Corners 


Corrugated 
Fibre-Board 
Products 

Solid  Fibre 

Containers 

MID-WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping.  • 


GENERAL  OFFICES: 
1337  Conway  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Kokomo,  Ind. 

We  operate  our  own  boxboard  and  strawboard  mills 
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Where  Little  Minutes  Run  Into 

Big  Dollars 


On  the  rush  job,  where  industry 
waits  on  transportation,  the  efficiency 
and  dependability  of  General  Ameri- 
can construction  prove  their  worth  to 
both  railroad  and  shipper. 

The  large  representation  of  "GA" 
equipment  so  noticeable  in  any  large 
freight  terminal  affords  the  most  con- 
clusive evidence — to  the  practical  rail- 
road man — of  its  standing  in  the  rail- 
road world. 

New  units  —  enough  to  make  up  a 
fair  sized  .train — are  leaving  the  Com- 
pany's  three  plants  every  day  — 
hurrying  to  help  relieve  the  great  car 


shortage  of  1920  and  to  increase  the 
reputation  of  "GA"  cars  for  reliable 
operation,  low  maintenance  and  unin- 
terrupted service. 

The  Company  designs  and  builds  all 
types  of  standard  cars  and  any  type  of 
specially  constructed  car  to  specifica- 
tions. 

As  an  incident  of  its  service,  its 
trained  engineers  furnish  expert  ad- 
vice without  charge  on  any  questions 
of  construction  which  are  of  interest 
to  the  public,  the  railroads  or  the  ship- 
pers. You  are  invited  to  submit  your 
particular  problem. 


Subsidiary  of  the  General  American  Tank  Car  Corporation 
General  Offices:  Harris  Trust  Building,  Chicago,  U.  S.  A. 

Plant,  at:  East  Chicago.  Ind.j  Sand  Springs,  Okla.;  Warren.  Ohio 

SaU.  Office.:  17  Battery  Place,  N.Y.j  24  California  St..  San  Franciico 

Cable  Addre.i :  "Gentankar   Chicago" 
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Recognition  of  Service 

No  business  concern,  unaided,  can  lift  itself  above  the  crowd,  any'more  than  the  man 
who  wore  boots  could  pull  himself  up^by  tugging  at  their  straps. 


^         Distinction    does    not  consist  of   self-asserted  claims. 
^^.  Leadership    is    not  a    thing   to   be  decided  by    the 

^^^        "leader."     His  supporters  attend  to  that. 

^^  The  position  this  business  occupies  is  not  the 
result  of  a  mere  conclusion  on  our  part  that  we 
occupy  it.  Others  have  put  us  where  we  are — 
others  whom  we  have  served  during  these  fifteen 
years  of  consistent,  earnest,  constant  effort  to 
deliver  a  good  product,  on  time,  at  a  fair  price. 

Service  is  an  abused  word.  It  means  so 
much  more  than  quick  delivery  alone;  so 
much  more  than  punctuality,  or  polite- 
ness, or  "pep." 

If  it  does  not  include  also  the  proper  ma- 
terials   to    meet   the  requirements  of    the 
job,  and  a  price  consistent  with  quality  and 
speed,  it  means  nothing. 

We  try  to  make  "service"  the  all-embracing  word  of 
our  trade  vocabulary.  And  have  for  fifteen  years. 
That  is  why  our  friends — the  ones  who  have  made  our 
present  service  facilities  possible — have  lifted  us  to  a 
higher  plane  and  made  it  possible  for  us  to  do  things 
better  as  the  years  went  by. 

Everything    in    Tags —[For]  Shipping,    For    Marking. 

For  Shop  Operations.       Also  Checks— and  not  forget- 
ting the  DUO-SAFETY  TAG,  which 
is  now  used  by  thousands  of  shippers 
and  has  proven  that  "lost  shipment" 
can  be  avoided. 


w    f(S)  (  w/ ^\ 


JNTERNATIONAJLJAG  (Q« 

CHICAGO,  ILL.  U.  S.  A. 
TAG  SERVICE 

Sales  Offices  in  All  Principal  Cities 
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Strength  J 


Corrugated  and  solid  fibre  ship- 
ping boxes  packed  with  24  No.  3 
cans  Tomatoes,  weighing  61  Ibs. 
each,  stacked  to  the  roof,  nineteen 
high,  on  the  cobblestone  floor  of  the 
U.  S.  Quartermaster's  warehouse  at 
Antwerp,  Belgium.  After  being 
loaded  at  Baltimore,  Md.,  and  un- 
dergoing transfer  and  handling  at 
Locust  Point,  Md.,  Jersey  City, 
Brooklyn,  Bordeaux,  France,  Bas- 
sens  Bordeaux  Yards,  and  Ant- 
werp, checked 


98.2%  O.K. 


The  bottom  box  of  the  completed  pile 
is  supporting  a  load  of  1,098  pounds. 


Fibre  Boxes 


take  up  17%  less  room,  reduce  freight 
account  lighter  weight,  save  10% 
to  15%  In  damage. 


Write  for  particulars 


THE  CONTAINER  CLUB 


An  Allocution 
of  Corrupted 
and  Solid 
Fibre  But 
Manufacturers 


608  So. 

[Dearborn 
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LOSS  AND  DAMAGE  CLAIMS 

We  are  this  week  publishing  the  first  of  a  series  of 
articles  on  loss  and  damage  claims  by  Mr.  C.  H.  Diet- 
rich. It  will  be  found  interesting  and  instructive  and 
promises  well  for  the  rest  of  the  series.  As  to  the  scope 
and  content  of  this  series  of  articles  we,  perhaps,  cannot 
explain  better  than  by  using  the  language  of  Mr.  Dietrich 
in  writing  of  his  plan.  He  says: 

"It  is  my  intention  in  developing  the  loss  and  dam- 
age situation  to  introduce  the  general  subject  of  closer 
co-operation  between  claimants  and  claim  officers  with 
a  view  to  outlining  methods  and  policies  that  will  tend 
toward  minimizing  the  friction  and  dissatisfaction  that 
has  in  the  past  cropped  out  in  connection  with  freight 
claim  adjustments. 

"This  will  be  covered  by  outlining  from  the  freight 
claim  agent's  point  of  view  how  claimant  can  best  expe- 
dite his  claim  adjustments  by  proper  preparation  of  his 
claim  to  start  with,  and  how,  after  claims  have  been 
presented,  they  may  be  followed  up  intelligently  by 
tracer  and  through  personal  contact  between  the  claim- 
ant and  claim  officers. 

"The  entire  freight  claim  fraternity  realizes  how 
necessary  it  is  today  for  it  to  keep  in  close  touch  with 
patrons  and  there  is  a  strong  and  universal  sentiment 
toward  this  end. 

"I  shall  then  take  up  the  most  fruitful'  causes  of 
claims,  handling  them  by  causes  and  principal  commod- 
ities affected. 

"The  large  proportion  of  claim  payments,  so  far  as 
lines  in  this  territory  are  concerned,  are  on  live  stock, 
grain  in  bulk,  green  fruits  and  vegetables,  etc. 

"The  practical  application  of  preventative  measures 
will  be  taken  up  and  some  of  the  claim  prevention  or- 
ganizations now  proving  effective  described,  while  other 
prevention  measures  that  have  not  as  yet  been  demon- 
strated will  be  suggested. 


"The  statistics  covering  freight  claim  payments  by 
all  roads  are  now  being  compiled  monthly  and  no  doubt 
these  figures  will  be  of  considerable  interest  from  time 
to  time." 


SHIPPER  AND   CARRIER  CO-OPERATION 

Within  the  last  week  there  have  been  two  evidences 
of  the  practical  working  of  the  co-operative  agreement 
between  the  carriers  and  the  National  Industrial  Traf- 
fic League,  representing  the  shippers,  by  which  the  lat- 
ter shall  be  consulted  as  to  all  matters  of  general 
importance  and  interest  before  there  is  action  by  the  car- 
riers. One  of  these  evidences  was  the  holding  up  of  the 
printing  of  Consolidated  Classification  No.  2  until  repre- 
sentatives of  the  Traffic  League  should  have  opportunity 
to  check  it.  The  other  was  the  agreement  of  the  car- 
riers to  ask  the  Commission  to  cancel  the  tariffs,  now 
under  suspension,  providing  for  increased  demurrage 
rates.  The  latter  does  not  exactly  come  under  the  head 
of  submitting  plans  to  the  shippers  before  they  are  put 
into  execution,  but  it  does  come  under  the  head  of  co- 
operation. The  agreement  of  the  carriers  to  ask  the 
Commission  to  cancel  the  tariffs  .was  the  result  of  a 
meeting  between  committees  of  the  Traffic  League  and 
the  American  Railway  Association,  called  for  the  pur- 
pose of  getting  together.  We  do  not  cite  these  exam- 
ples as  illustrations,  necessarily,  of  the  beneficient  re- 
sults of  the  plan.  We  are  not  discussing  them  on  their 
individual  merits.  We  mention  them  only  as  showing 
how  the  plan  works  concretely  and  that  results  are  be- 
ing obtained. 

As  we  understand  it,  committees  of  the  League  and 
the  carriers  are  to  be  appointed  from  each  classification 
territory.  Then,  when  any  traffic  change  or  new  pro- 
posal of  any  general  importance  is  contemplated  by  the 
carriers,  it  will  be  first  submitted  to  the  League  com- 
mittee and  an  effort  made  to  get  together.  On  the  other 
hand,  when  the  shippers  object  to  something  that  the 
carriers  are  doing  or  failing  to  do,  the  same  course  will 
be  followed.  If  the  joint  committee  fails  to  reach  an 
agreement,  the  matter  will  then  be  taken  to  the  Com- 
mission—but not  before. 

It  can  readily  be  surmised  that  the  Commission  will 
favor  the  plan  as  looking  toward  a  better  composition 
of  differences  than  has  been  possible  before  and  as  a 
means  of  relieving  it  of  much  work.  Possibly  the  Com- 
mission will  lend  to  deliberations  of  these  joint  commit- 
tees of  shippers  and  carriers  the  services  of  the  head  of 
its  traffic  bureau,  Mr.  Hardie.  Certainly  that  would  be 
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»n.F,  MOBILK  &  .VORTHlilO 
RAILROAD 

AKD    CON-NKCT10N8 


j-r    N    O    R    T/H 
,A    R    0    L/  N   A 


MOBILE,  ALA. 

The  Port  of  Mobile  is  served  by 
the  Gulf,  Mobile  &  Northern 
Railroad.  While  there  is  active 
competition  between  the  lines  serv- 
ing the  Port  of  Mobile  for  traffic 
to  the  port,  there  is  close  co- 
operation between  all  of  the  lines 
at  the  port  in  handling  the  traffic 
for  the  shipper's  best  interest  after 
it  reaches  Mobile. 

If  you  are  shipping  to  or  via 
Mobile  and  desire  excellent  serv- 
ice, it  will  be  accorded  when 
shipped  via  the  Gulf,  Mobile  & 
Northern  Railroad. 


" 


'The  Road  of  Service 


San  Diego  &  Arizona  Railway 

THE    SAN    DIEGO    SHORT    LINE 

Offers  a  New  Direct  Route  Between  San  Diego  and  Eastern  Cities 

This  new  line  in  connection  with  Southern  Pacific  and  its    Eastern  connections  forms  the 
shortest  transcontinental  line  to  any  California  port.     GIVE  IT  A  TRIAL. 

From  CHICAGO:  Through  package  cars  in  connection  with  Rock  Island,  El  Paso  &  Southwestern,  Southern 

Pacific,  care  S.  D.  &  A.,  El  Centra. 

From  NEW  ORLEANS,  KANSAS  CITY,  ST.  LOUIS:  Excellent  service,  without  delay,  to  San  Diego. 
From  NEW  YORK:  Sou.  Pac.  S.  S.  Line  (Morgan  Line),  care  S.  D.  &  A.,  El  Centre. 
From  other  points:  Direct  line  to  Southern  Pacific,  care  S.  D.  &  A.,  El  Centre. 

For  information  as  to  rates,  routes,  service,  etc.,  ask  any  railway  agent,  or  address: 
D.  W.  PONTIUS.  General  Manager 

J.g :K^YXNAMA7nnctTF?efgcht*.nnd'irs«ngcrAgent    SAN  DIEGO  &  ARIZONA  RAILWAY,  San  Diego,  Calif. 
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advisable.  His  counsel  could  not  fail  to  In-  valuable 
and,  though  he  would  not,  perhaps,  bring  to  the  meet- 
in-  tin-  power  to  express  approval  or  rtisappi "\  al  for  the 
Commission  of  things  proposed,  he  would  be  a  guiding 
influence  in  the  deliberations  of  the  committees  and, 
from  the  Commission's  point  of  view,  he  would  be  a 
great  help  to  it  in  deciding  matters  on  which  there  had 
been  failure  to  reach  agreement,  since  he  had  been  pres- 
ent at  the  discussions.  lie  might  attend  these  commit- 
tee mo-tings  just  as  Mr.  Colquitt,  the  Commission's 
classification  expert,  attends  meetings  and  hearings  of 
the  classification  committees. 

Of  course,  this  plan  for  co-operation  is  still  in  its 
infancy  and  there  is  a  long  road  to  travel  before  it  can 
be  called  a  success.  \\'e  see  no  reason  for  failure,  how- 
ever— though  there  will  be  many  times,  perhaps,  that 
agreements  cannot  be  reached — except  in  the  point  of 
view  of  those  charged  with  executing  the  plan.  There 
are  railroad  men— many  of  them — who  have  not  yet 
seen  the  light.  They  are  of  the  old  "stand  pat"  school 
and  they  regard  any  consultation  of  shippers  about 
things  that  heretofore  the  carriers  have  regarded  as 
strictly  their  own  business,  as  unwarranted  and  ridicu- 
lous and  any  desire  of  the  shippers  thus  to  be  consulted 
as  "butting  in."  These  Bourbons  must  be  educated.  If 
they  cannot  be  educated  they  must  be  decapitated.  They 
are,  we  hope,  anachronisms.  This  applies  not  only  to 
the  executives  who  will  deal  directly  with  the  shippers, 
but  to  the  higher  executives  who  will  finally  have  to 
pass  on  plans  and  agreements.  Railroad  presidents  are 
not  all  progressive  and  broad  in  their  attitude.  There 
will,  doubtless,  be  times  when  the  railroad  traffic  exec- 
utives and  the  League  will  be  in  perfect  harmony,  only 
to  see  the  beans  spilled,  so  to  speak,  by  shortsighted 
higher  officials.  These  disappointments  will  have  to  be 
borne  now  and  then,  no  doubt,  but  they  must  become 
increasingly  fewer  in  number  if  the  plan  is  to  be  any- 
thing of  a  success.  We  have  no  doubt  that  the  railroad 
traffic  executives,  for  the  most  part,  will  take  the  right 
view.  Their  intentions  appear  to  be  excellent  and  they 
have  started  right. 

But  the  possibility  of  trouble  is  not  confined  to  the 
carriers.  There  are  narrow  and  unreasonable  shippers 
also,  who  think  it  incumbent  on  them  to  fight  anything 
proposed  by  the  carriers  that  may  mean  something  of 
an  added  burden  for  the  shipper  and  who  are  utterly 
unable  or  unwilling  to  separate  their  selfish  interests 
from  the  general  good.  The  success  of  the  plan  depends 
on  the  appointment  to  the  League  committees  of  men 
of  the  right  caliber,  who  will  consider  problems  before 
them  in  the  light  of  the  public  good  and  who  will  not 
seek  to  grind  their  own  axes.  And  the  League  itself,  in 
acting  on  the  recommendations  of  its  committees,  must 
take  the  same  broad  attitude. 

So  far  in  its  history,  the  League  has,  in  general, 
been  admirable  in  its  broad  spirit.  There  is  no  reason 
to  think  that  it  will  change,  but  it  must  realize  that  now, 
more  than  ever,  is  there  need  to  guard  against  narrow- 
ness and  the  selfishness  of  individual  interest.  It  might 
be  said  that  the  very  life  of  the  League  depends  on  the 
wisdom  with  which  it  exercises  the  new  function  that 
now  devolves  upon  it.  for,  though  it  might  fail  in  this 


and   still  continue  to  be  of  sei\ice   in   many   ways  to  its 
members,  it  has  at  last  reached  the  place  in  public  es- 
teem, in  the  good  opinion  of  the  Commission,  and  in  the 
regard  of  the  carriers  themselves,  where  it  is  called  on 
to  serve  as  the  representative  of  the  shippers  in  traffic 
matters  in  controversy  with  or  under  consideration  by 
the  carriers.     If  it  fails,  it  suffers  a  blow  from  which  it 
will  never  recover.    It  cannot  consider  itself  as  it  was  a 
year,  or  two  years,  or  five  years  ago.     It  must  consider 
itself  as  it  is  now,  grown  stronger  and   more  powerful 
than,  perhaps,  any  of  its  members  once-  dreamed.     The 
higher  its  place  in  public  esteem,  the  greater  its  fall  if 
it  fails  in   any  of  its  functions.     A  year  ago  failure  to 
settle  with  the  carriers  some  matter  in  controversy — if 
the  fault  for  that  failure  was  attributable  to  the  League 
— might  have  been  a  comparatively  small  matter.     Now 
it  would  be  vital.    And,  what  is  more  important  than  the 
success  or  failure  of  any  mere  organization,  as  such,  if 
the  League  fails  now,  the  public  loses  an  opportunity 
such  as  has  never  before  been  afforded — an  opportunity 
for  joint  conferences  and  agreement  between   shippers 
and   carriers   on    matters   affecting   their  joint   interests. 
The  League's  position  ought  to  be  that  if  the  new 
plan  is  to  come  to  naught,  failure  must  lie  at  the  doors 
of  the  railroads  and  not  be  attributable  to  unreasonable 
and  narrow  views  on  the  part  of  shippers.     They  must 
realize  that  the  railroads  are  making  a  concession — one, 
perhaps,  that  is  more  or  less  necessary  in  the  situation 
and  which  must  be  made  if  something  worse  is  to  be 
avoided,  but  still  a  concession.     They  must  be  sympa- 
thetic with  the  railroad  men  for  whom  this  new  step  may 
seem  somewhat  undignified,  and  they  must  be  reasonable 
in  their  demands  and  the  way  in  which  those  demands  are 
made.  Peremtory  orders,  for  instance,  from  a  League  com- 
mittee  or   officer   for  certain  action  on  the  part  of  the  car- 
riers would  only  arouse  the  spirit  of  opposition.    There 
must  be  courtesy  and  an   assumption   that   the  carriers 
are  acting  in  good  faith. 

We  hope  the  carriers,  on  the  other  hand,  will  see 
the  importance  and  value  of  the  plan  that  has  been 
worked  out  by  their  traffic  executives,  and  that  the 
higher-ups  wijl  throw  no  obstacle  in  the  path  of  suc- 
cess. The  time  is  past  when  they  may  do  as  they 
please.  The  public  is  holding  a  hand  in  the  game  and 
has  learned  it  better  than  it  ever  knew  it  before.  If  the 
railroads  do  not  play  fairly  and  openly  the  public  may 
confiscate  the  entire  stakes.  That  is  a  possibility  to  be 
avoided,  not  only  for  the  sake  of  the  railroads  them- 
selves but  for  the  sake  of  the  very  public  that  may  feel 
itself  outraged  to  the  point  of  grabbing  the  pot. 

Let  us  hope  that  this  splendid  opportunity  may  be 
made  the  most  of  and  that  the  era  of  co-operation  so 
auspiciously  begun  may  be  long  and  fruitful.    To  those 
who  have  made  it  possible  and  may  prosecute  it  to  sue-  N 
cess,  there  should  be  places  awarded  in  the  Hall  of  Fame.  ( 

MISSISSIPPI   VALLEY   RATES 

In  I.  and  S.  No.  1260,  "Class  Rates  to  and  from  Mississippi 
Valley  points,"  the  Commission  has  vacated  its  order  of  Decem- 
ber 14,  1920,  in  so  far  as  It  suspended  the  operation  of  the 
schedules  designated  in  the  partial  vacation  order.  The  tariffs 
and  schedules  affected  by  the  vacation  order  take  up  eight 
pages.  They  were  checked  and  found  not  to  be  In  violation  of 
the  Commission's  order  in  "Class  Rates  to  and  from  Mississippi 
Valley  points." 
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DEMURRAGE  AGREEMENT  REACHED 

As  the  result  of  a  conference,  December  30,  between  the 
National  Industrial  Traffic  League's  demurrage  committee  and 
the  general  committee  of  the  American  Railway  Association, 
with  regard  to  Fairbanks'  increased  demurrage  tariff,  the  Com- 
mission, January  3,  cancelled  the  hearing  which  was  to  have 
been  held  at  Chicago  January  10.  The  agreement  was  that  the 
railroads  should  withdraw  their  proposal  to  increase  the  rate 
from  $2  and  $5  to  $3,  $ 6  and  $  10,  but  permit  to  become  operative 
those  parts  of  the  tariff  making  the  rules  pertaining  to  allow- 
ance for  frozen  lading  and  bunching  of  coal  at  the  end  of  a 
strike.  At  such  times  the  railroads  release  coal  which  they 
had  held  up  for  their  own  use  and  in  addition  pile  in  on  con- 
signees the  accumulations  of  days  that  ha<7  not  been  held  up 
by  the  railroads  for  their  own  use. 

Cancellation  of  the  hearing  foreshadowed  the  cancellation 
of  those  parts  of  the  tariff  containing  the  higher  rates  and  the 
filing,  on  short  notice,  of  the  more  liberal  rules  covering  frozen 
lading  and  bunched  cars  of  coal.  It  was  understood  at  the 
time  the  hearing  was  cancelled  that  Fairbanks  would  ask  for 
sixth  section  permission  to  cancel  the  higher  rates  and  re-file 
the  more  liberal  rules,  on  five  days  notice. 

So  far  as  known  at  the  time  of  the  cancellation  of  the 
hearing  there  was  no  objection  by  the  Commission  to  the  with- 
drawal of  the  higher  rates.  There  are  surpluses  of  cars  now. 
It  has  been  suggested  that  the  imposition  of  higher  rates  now 
would  not  have  any  effect  on  car  supply.  Another  suggestion 
is  that  now  is  the  time  to  increase  the  rates  so  that  when 
shortage  comes  again,  it  will  not  be  due  in  any  degree  to  the 
failure  of  the  railroads  to  discourage  the  use  of  cars  as  ware- 
houses. However,  the  protests  of  shippers  was  based  on  the 
principal  allegation  that  delays  in  loading  and  loading  causing 
the  imposition  of  demurrage  were  due  more  to  carrier  fault 
than  omission  of  the  shippers  and  that  the  imposition  of  higher 
rates  would  be  unjust,  even  in  time  of  car  shortage.  The 
suspension  took  place  before  the  car  congestion  had  definitely 
disappeared.  The  protests  were  not  based  in  any  degree  on  the 
question  of  shortage  or  surplus  but  on  the  broad  proposition 
that  the  service  of  the  carriers  was  so  defective  that  the  im- 
position of  higher  demurrage  rates  would  be,  in  effect,  permit- 
ting them  to  make  money  by  reason  of  their  own  wrongs  and 
shortcomings. 

Cancellation  of  the  higher  rates  will  postpone  the  often 
threatened  investigation  into  the  relative  faults  of  carriers  and 
shippers  as  causes  of  delays. 

The  Traffic  League  originally,  after  a  fight  which  resulted  in 
a  divided  vote,  adopted  the  report  of  its  committee  indorsing  the 
proposed  Increases.  Later,  when  the  car  shortage  disappeared, 
the  League  recommended  that  the  tariffs  be  suspended. 

The  Traffic  League  has  sent  to  members  the  following  re- 
port of  the  joint  conference  in  New  York,  December  30: 

"A  joint  conference  was  held  in  New  York  City,  Friday, 
December  30,  between  the  League's  committee  on  car  demurrage 
and  storage  and  the  general  committee  of  the  American  Rail- 
way Association  for  the  purpose  of  giving  consideration,  among 
other  things,  to  the  proposed  war-time  demurrage  rates  issued 
to  take  effect  December  1,  1920,  and  which  were  suspended 
by  the  Interstate  Commerce  Commission  in  I.  and  S.  Docket 
No.  1249,  which  proceeding  has  been  scheduled  for  hearing  at 
Chicago,  111.,  January  10. 

"It  was  unanimously  agreed  that  the  joint  committee  should 
Chairman  Clark,  of  the  Interstate  Commerce  Commission, 
outlining  that,  in  view  of  the  changed  conditions,  the  increased 
demurrage  rates  should  be  withdrawn  and  canceled. 

"It  was  further  agreed  that  Mr.  Fairbanks  should  be  re- 
quested to  at  once  file  with  the  Commission  sixth  section  ap- 
plication for  authority  to  amend,  on  five  days'  notice,  his  tariff 
No.  4-A,  I.  C.  C.  No.  8,  so  as  to  put  into  effect  proposed  section 
A  of  rule  8,  and  section  E  of  rule  9,  now  under  suspension  in 
.  Docket  No.  1249.  Some  time  in  January  the  joint 
committees  will  again  convene  for  the  purpose  of  discussing 

it  and  reasonable  demurrage  rate  to  be  applied  both  during 
periods  of  car  surplus  and  car  shortage,  thus  avoiding  the  ne- 
y  of  frequently  bringing  this  question  before  the  Corn- 
on,  and  an  effort  will  also  be  made  to  revise  rule  8,  section 
,  paragraph  2,  covering  allowances  on  account  of  bunching  in 
such  a  manner  as  to  Insure  a  fair  workable  rule,  susceptible  of 
a  clear  understanding  and  uniform  application. 

"In  view  of  the  joint  agreement  reached  between  the  two 
immittees  above  mentioned,  the  Interstate  Commerce  Commis- 
sion has  canceled  the  hearing  set  for  Chicago,  January  10  in 
I.  and  S.  Docket  No.  1249." 

The  following  letter  was  written  to  Chairman  Clark  of  the 
;ate  Commerce  Commission  by  W.  H.  Day,  acting  chairman 
the  League  committee,  and  C.  W.  Crawford,  chairman  of  the 
general  committee,  transportation  division,  A.  R.  A.: 

The  committees  representing  the  National  Industrial  Traf- 

r-  and  the  American  Railway  Association  considered  in 

conference  today  the  changes  in  rules  7,  8  and  9    of  the 

Jonal  Car  Demurrage  Rules,  which  were  Issued  to  take  effect 


December  1,  1920,  and  which  are  now  under  suspension  in  I.  and 
S.  Docket  No.  1249,  which  proceeding  has  been  scheduled  for 
hearing  at  Chicago  on  January  10,  1921. 

"In  view  of  the  fact  that  conditions  which  prompted  the 
advance  in  the  demurrage  rates  in  question  have  materially 
changed,  the  two  committees  unanimously  reached  the  following 
conclusions: 

1.  That  the  increased  rates  be  withdrawn  and  canceled. 

2.  That  the  changes  in  Rule  8,  Section  A,  covering  allowances  on 
frozen  commodities,   be  made  effective  at  the  earliest  possible  date. 

3.  That  the  change  in  Rule  9.  Section  E,  covering  allowances  on    • 
account   of   railroad    strikes,    or   the    holding  back   of   coal    by    carriers 
to  protect  their  fuel  supply,   be  made  effective  as  early  as  possible. 

4.  That   the   hearing  scheduled   at   Chicago   for   January    10,    1921, 
be  canceled. 

"The  above  conclusions  were  reached  upon  the  understand- 
ing that  the  two  committees  would  again  confer  at  an  early 
date  with  the  view  of  reaching  an  agreement  upon  a  just  and 
reasonable  demurrage  rate  to  be  applied,  both  during  periods  of 
car  surplus  and  car  shortage,  and  thus  avoid  the  necessity  of 
bringing  the  question  frequently  before  the  Commission. 

"It  is  further  understood  that  the  two  committees  will  also 
at  an  early  date  undertake  to  revise  rule  8,  section  B,  para- 
graph 2,  covering  allowances  on  account  of  bunching,  in  such 
a  manner  as  to  insure  a  fair  workable  rule,  susceptible  of  a 
clear  understanding  and  uniform  application. 

"In  accordance  with  the  above,  J.  E.  Fairbanks  has  been 
requested  to  file  a  sixth  section  application  for  authority  to 
amend  on  five  days'  notice  his  tariff  No.  4-A,  I.  C.  C.  No.  8. 

"-It  is  hoped  that  this  action  will  meet  with  the  approval  of 
the  Commission." 


REVENUE  FREIGHT  LOADING 

The   Traffic   World   Washington  Bureau 

The  number  of  cars  of  revenue  freight  loaded  in  the  week 
ending  December  25  was  639,275  as  compared  with  796,858  cars 
in  the  preceding  week,  according  to  the  weekly  report  of  the 
car  service  division  of  the  American  Railway  Association  on 
revenue  freight  loaded.  The  marked  drop  in  loading  is  attributed 
in  part  to  the  fact  that  the  week  included  a  holiday.  In  the 
corresponing  weeks  of  1919  and  1918  the  loadings  totaled  684,- 
784  and  549,975  cars,  respectively. 

As  compared  with  the  1919  loadings,  the  week  ending  De- 
cember 25  snowed  increases  in  the  loading  of  coal,  coke,  ore,  mer- 
chandise, L.  C.  L.,  and  decreases  in  grain  and  grain  products, 
live  stock,  forest  products  and  miscellaneous  freight. 

The  loading  by  districts  for  the  week  ending  December  25 
and  for  the  corresponding  week  of  1919  was  as  follows: 

Eastern:  Grain  and  grain  products,  4,609  and  5,017;  live 
stock,  2,386  and  3,111;  coal,  46,064  and  41,482;  coke,  1,446  and 
3,186;  forest  products,  5,525  and  6,020;  ore,  1,026  and  1,226;  mer- 
chandise L.  C.  L.  38,297  and  29,096;  miscellaneous,  52,410  and 
77,974;  total,  1920,  151,763;  1919,  167,094;  1918,  140,235. 

Allegheny:  Grain  and  grain  products,  2,351  and  2.515;  live 
stock,  2,807  and  3,410;  coal,  54,565  and  43,428;  coke,  6,311  and 
3,545;  forest  products,  3,062  and  3,255;  ore,  3,234  and  2,228: 
merchandise,  L.  C.  L.,  31,173  and  35,654;  miscellaneous,  44,928 
and  50,210;  total,  1920,  148,431;  1919,  144,245;  1918,  133,260. 

Pocahontas:  Grain  and  grain  products,  81  and  89;  live  stock, 
93  and  56;  coal,  17,255  and  12,919;  coke,  336  and  452;  forest 
products,  1,404  and  1,574;  ore,  118  and  230;  merchandise,  L.  C. 
L.,  2,092  and  172;  miscellaneous,  4,398  and  6,835;  total,  1920, 
25,777;  1919,  22,327;  1918,  15,973. 

Southern:  Grain  and  grain  products  2,504  and  2,639;  live 
stock,  1,696  and  2,232;  coal,  23,793  and  23,741;  coke,  710  and  118; 
forest  products,  13,142  and  13,677;  ore,  1,658  and  1,611;  mer- 
chandise, L.  C.  L.,  30,166  and  18,289;  miscellaneous,  25,705  and 
44,311;  total,  1920,  99,374;  1919,  106,618;  1918,  72,265. 

Northwestern:  Grain  and  grain  products,  8,659  and  10,145: 
live  stock,  5,156  and  7,700;  coal,  7,848  and  12,763;  coke,  1,328  anl 
728;  forest  products,  8,252  and  8,617;  ore,  1,105  and  1,346;  mer- 
chandise, L.  C.  L.  20,894  and  16,958;  miscellaneous,  17,889  and 
29,080;  total,  1920,  71,131;  1919,  87,337;  1918,  77,463. 

Central  Western:  Grain  and  grain  products,  8,047  and  9,359: 
live  stock,  6,741  and  9,476;  coal,  22,603  and  25,097;  coke,  316  and 
313;  forest  products,  2,767  and  3,807;  ore,  1,908  and  2,196;  mer- 
chandise, L.  C.  L.,  23,499  and  19,251;  miscellaneous.  26,868  and 
36,496;  total,  1920,  92,749;  1919,  105,995;  1918,  74,935. 

Southwestern:     Grain  and  grain  products,  2,896  and  3,438; 
live  stock,  935  and  1,777;   coal,  5,180  and  6,446;   coke,  509  and 
;    forest   products,   5,162   and   4,970;    ore,   448   and   489-    mer- 
chandise, L.  C.  L.,  12,797  and  12,003;   miscellaneous,  22,123  and 
21,533;  total,  1920,  50,050;   1919,  51,168;  1918,  35,844. 

0™0ta?'  a11  roads:  Grain  and  grain  products,  29,147  and 
33202;  live  stock,  19,814  and  27,762;  coal  177,308  and  165,876; 
coke,  10,956  and  8,836;  forest  products,  39,314  and  41,920;  ore. 
9,497  and  9,326;  merchandise,  L.  C.  L.,  158,918  and  131,423-  mis- 

Un;cm'321  and  266-439:  total,  1920,  639,275;  1919,  684,784: 
,975. 
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Current  Topics 

in  Washington 


The  Shipping  Board  as  a  Regulator  of  Rates. — In  less  than 
siv  months,  it  is  believed,  the  big  question  in  connection  with 
the  Shipping  Board  will  be  whether  it  will  be  bound,  as  the 
owner  and  operator  of  ships,  to  remember  that  it  is  also  a  rate 
regulating  body  charged  with  the  duty  of  making  just,  reason- 
able, and  non-discriminatory  rates,  that  will  yield  to  itself  as  an 
owner  something  more  than  out-of-pocket  cost  of  operation.  The 
answer  is  that,  as  between  American  citizens,  It  will  be  bound 
10  make  rates  in  accordance  with  the  fundamental  rule  that 
governs  the  railroads  and  their  supervisor,  the  Interstate  Com- 
imree  Commission.  Unjust  discrimination  between  one  set  of 

Americans  and  another  set  of  Americans  might  cause  the  aboli- 
tion of  the  Board.  But  when  it  comes  to  rates  that  may  put  a 
few  foreign  steam  ship  lines  out  of  business,  it  is  believed,  the 
Board  is  bound  only  by  such  considerations  of  policy  as  con- 
strain it  to  modify  the  rigors  of  the  law  of  the  jungles.  It  will 
owe  nothing  to  foreign  ship  lines.  Its  whole  duty  will  be  to 

\merica,  and  one  of  the  foremost  of  those  duties,  it  has  been 
masted,  will  be  to  see  to  it  that  its  policies  do  not  bring 
greater  harm  to  America  than  good.  The  Kaiser,  for  more  than 
a  generation,  pursued  policies  which  even  most  foreigners  were 
willing  to  admit  were  good  for  Germany.  But,  in  1914,  he  got 
so  far  away  from  the  foundation  on  which  he  had  been  living 
that  now,  relatively  speaking,  his  country  is  of  little  importance 
in  European  affairs.  Just  how  far  the  Shipping  Board  can  go 
in  promoting  a  merchant  marine,  is  one  of  the  big  questions  the 
Hoard  will  have  to  pass  on.  It  is  considered  doubtful  whether 
the  Board  will  be  allowed  to  function  on  such  matters  without 
close  supervision  by  the  State  Department,  which,  in  the  last 
analysis,  is  supposed  to  advise  the  country  as  to  what  it  can  or 
ought  to  do  in  antagonizing  the  interests  of  other  nations.  The 
whole  thing  is  intimately  bound  up  with  the  question  of  sea- 
power  expressed  in  terms  of  capital  fighting  ships. 


The  Secondary  Boycott. — The  Supreme  Court's  decision  in 
the  Duplex  Printing  Press  Company  case  against  the  Interna- 
tional Association  of  Machinists  it  seems,  does  not  lay  down  a 
new  principle.  The  principle  that  the  secondary  boycott  is  ille- 
gal was  laid  down  by  William  Howard  Taft  in  what  is  com- 
monly called  the  Cincinnati  brick  case  and  in  the  Danbury  hat- 
ters case.  The  passage  of  the  Clayton  act  raised  the  question 
;is  to  whether  there  had  been  a  change.  The  secondary  boycott 
is  a  conspiracy  against  interstate  commerce  and  a  violation  of 
the  anti-trust  law.  If  the  printing  press  company  cares  to  pur- 
sue the  matter  farther  it  can  obtain  judgments  for  treble  dam- 
ages against  those  who  caused  the  secondary  boycott  to  be  laid 
against  it.  The  direct  boycott  is  not  illegal  but  when  a  labor 
organization  declares  a  boycott  against  a  man,  firm,  or  company 
that  refuses  to  join  the  primary  boycott,  it  runs  the  risk  of  hav- 
ing the  property  of  its  members  taken  for  the  benefit  of  those 
who  suffer  loss  by  reason  thereof.  Taft  thought,  because  he 
had  made  that  decision  against  the  labor  unions,  he  could  not 
be  nominated  for  the  presidency.  He  laughed  at  his  friends 
for  suggesting  such  a  thing,  but  he  was  not  only  nominated,  but 
elected.  If  his  record  in  that  case  had  anything  to  do  with 
the  bolt  of  Theodore  Roosevelt  and  the  overwheling  defeat  of 
Taft  in  1912,  the  fact  has  generally  escaped  the  attention  of 
those  who  think  they  know  something  about  politics.  The  case 
may  have  been  mentioned  in  the  1908  campaign  but,  if  it  was, 
it  was  only  one  of  a  hundred  things  which  together  were  yiot 
strong  enough  to  cause  his  defeat.  In  1912,  1,000  decisions  in 
"favor"  of  organized  labor  probably  would  not  have  saved  him 
from  disaster. 


The  Commission  is  the  Place  to  Go. — A  suggestion  made  by 
the  Supreme  Court's  disposition  of  the  Viscose  case  is  that  it 
does  not  pay  to  go  to  the  courts,  in  the  first  instance,  with  a 
controversy  between  carrier  and  shipper.  The  Supreme  Court, 
time  and  again,  has  pointed  out  that,  in  the  matter  of  classifi- 
cation, rates,  rules,  and  regulations  pertaining  to  the  relation 
between  carrier  and  shipper,  the  Interstate  Commerce  Commis- 
sion has  exclusive  jurisdiction.  The  court's  answer  to  the  ques- 
tion asked  by  the  circuit  court  of  appeals  is  to  the  effect  that 
the  district  court  had  no  business  undertaking  to  dispose  of 
the  dispute  between  the  carriers  and  the  shippers  of  raw  silk, 
natural  or  artificial,  because,  in  the  end,  it  was  for  the  Commis- 
sion to  say  whether  what  the  carriers  proposed  doing  was  rea- 
sonable or  otherwise.  Removal  of  raw  silk  from  the  list  of 
things  that  the  railroads  hold  themselves  out  to  transport,  now 
that  the  court  has  spoken,  is  just  as  much  a  matter  for  the 
opinion  of  the  Commission  as  would  be  a  question  whether  raw 
silk  should  take  sixth  class  or  six  times  first  class.  The  car- 
riers had  to  put  raw  silk  in  the  list  of  articles  they  would  not 


(airy.  That  list  Is  a  part  of  the  publication  on  file  with  the 
('oinmlBBlon.  The-  cane  would  not  be  changed  If  the  carrlem 
simply  eliminated  raw  silk  from  the  classification  without  Hay- 
Ing  anything  more  about  it.  Had  raw  silk  been  taken  out  of 
i he  list  without  being  put  In  the  non-acceptable  lint,  the  publi- 
cation would  not  have  complied  with  the  rules  for  filing  tariffs. 
That  rule  requires  the  carrier,  when  it  cancels  anything,  to  show 
where  the  shipper  may  find  the  resulting  rate  or  rating.  Omis- 
sion would  not  have  helped  the  carrier  to  avoid  the  jurisdiction 
of  the  Commission.  The  elimination  was  proposed  while  the 
Commission's  power  to  suspend  was  In  abeyance.  The  cancel- 
lation could  not  have  been  prevented  but  the  question  of  the 
reasonableness  could  have  been  raised- instantly,  by  formal  com- 
plaint. Had  the  Commission  held  with  the  carriers,  the  ship- 
per would  have  been  "down  and  out"  just  as  he  Is  every  time 
the  Commission  holds  against  him,  because  the  Commission,  In 
deciding  a  case  against  him,  is  not  taking  from  him  any  property 
right  and  the  fourteenth  amendment  cannot  be  invoked.  The 
railroad  that  is  required  by  the  order  of  the  Commission  to 
perform  service  for  less  than  the  cost,  certainly  is  being  de- 
prived of  property  and  can,  therefore,  appeal  for  the  protection 
of  the  Constitution.  A  shipper  may  be  put  out  of  business  by 
the  Commission's  judgment  that  a  rate  is  reasonable,  but  the 
courts  cannot  give  him  help,  unless  the  Commission  is  so  far 
out  of  the  way  that  there  is  a  presumption  that  it  has  gone  mad. 
Now  that  the  Supreme  Court  has  deprived  the  lower  courts  of 
fheir  assumption  of  jurisdiction  in  the  matter,  the  silk  people 
will  have  to  go  to  the  Commission  for  a  determination  of  the 
question.  The  litigation  gave  them  temporary  relief,  but  if  the 
carriers  are  still  of  the  mind  that  they  do  not  want  to  carry  raw 
silk  and  the  manufacturers  of  the  artificial  product  still  ob- 
ject, they  must  seek  permanent  relief  at  the  hands  of  the  Com- 
mission. 


But  the  Commission  Cannot  Decide  Everything. — While  the 
disposition  of  the  Viscose  case  strengthens  the  Commission's 
hold,  if  possible,  on  things  involving  any  thing  and  everything 
in  a  tariff  publication,  it  is  believed  to  be  a  grievous  error  for 
a  shipper  to  get  the  idea  that  the  Commission  can  do  as  it 
pleases,  even  with  his  interests.  It  is  a  moral  certainty  that 
some  shipper  some  day  will  invite  the  Commission  into  court 
on  the  question  of  reparation  on  account  of  unduly  prejudicial 
rates,  and  its  almost  invariable  holding  that  the  shipper  had  not 
shown  himself  to  be  damaged  by  reason  of  the  unduly  preju- 
dicial rates.  The  Commission,  prior  to  the  decision  in  the  Darn- 
ell-Taenzer  case,  pushed  its  decisions  to  the  limit  in  denying 
reparation  after  having  found  that  a  given  rate  was  unreason- 
able. There  are  questions  of  law  in  undue  prejudice  cases,  and 
on  a  question  of  law  a  shipper  has  something  to  carry  to  a 
court.  The  recommendation  of  the  Commission,  made  in  its  an- 
nual report  for  1920,  that  Congress  amend  the  law  so  as  to 
make  an  award  of  reparation  depend  on  the  courts  may  be  taken 
as  an  admission  that  there  is  room  for  debate  on  the  subject 
and  the  Commission  wishes  Congress  to  settle  all  questions  by 
saying  that  before  a  shipper  may  have  an  award  of  reparation 
he  must  go  about  it  formally  and  technically. 


Packers  and  the  Government. — Justice  Stafford,  of  the 
Supreme  Court  of  the  District  of  Columbia,  gave  the  kaleido- 
scope in  which  the  government  and  the  big  packers  are  jumbled 
together  another  turn  January  4  when  he  rejected  the  plan  pre- 
sented by  the  packers  for  carrying  out  the  agreement  between 
them  and  the  government  under  which  the  packers  undertake) 
to  divest  themselves  of  their  railroads,  stock  yards,  stock  yard 
newspapers,  and  other  auxiliary  businesses.  The  man  who  pays 
$1.10  for  a  steak  might  wonder  what  good  the  divorce  was  go- 
ing to  do  him,  because,  no  matter  who  owns  the  packer  rail- 
roads and  stock  yards,  their  rates  are  going  to  be  fixed,  so  far 
as  the  shipper  of  live  stock  and  the  consumer  of  meat  are  con- 
cerned, by  public  authority.  The  big  packers  may  be  over- 
charging the  owners  of  live  stock  for  feed  for  the  animals,  but, 
it  has  been  inquired,  what  assurance  is  the  man  who  pays  the 
$1.10  for  the  steak,  going  to  have  that  those  who  buy  the  yards 
will  be  any  less  greedy  than  the  packers  are  supposed  to  be? 
The  rates  for  carrying  the  animals  to  the  yards  and  for  un- 
loading them,  are  going  to  be  supervised,  as  at  present,  by  the 
Interstate  Commerce  Commission.  Besides,  it  has  been  asked, 
what  good  will  separation  do  in  this  instance,  if  the  packers 
not  denominated  big,  but  yet  slaughtering  thirty  or  forty  per 
cent  of  the  animals  the  carcasses  of  which  enter  commerce 
between  the  states,  are  permitted  to  own  railroads,  stock  yards 
and  vegetable  canning  factories?  Millions  h"vo  hoc"  spent  in 
prosecuting  the  hip  nnlta  nnnatltutjnp  the  8O-<ftlle<l  fl'P'l  ftpj 
breaking  them  UP  Into  small  units,  though  iffr""  a  national 
crisis  comes,  the  government' asks  every  ir^n«try  t«  "go  ^p. 
gether"  qnd  serve  tjie  public  welfare.  Only  in  the  matter  of 
railroads  has  the  government  taken  the  position  that  big  units 
are  desirable,  even  to  the  extent  of  requiring  growth  by  con- 
solidation by  the  preparation  of  plans  to  show  what  combina- 
tions would  be  desirable,  and  the  hiring  of  a  college  professor 
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to  act  as  the  Moses  in  this  matter  of  going  contrary  to  the  spirit 
of  the  anti-combination  law. 

Money  for  the  Commission.— This  is  the  season  when  Con- 
gress threatens  big  reductions  in  the  appropriations  without  a 
corresponding  reduction  in  the  duties  of  the  branches  of  the 
government  the  allowances  of  which  are  to  be  cut.  Should  Con- 
gress  carry  out  the  idea  of  the  House  committee  on  appropria- 
tions that  the  Commission  must  get  along  on  $600,000  less  in 
the  year  beginning  next  July  than  in  the  current  fiscal  year,  it 
is  morally  certain  there  will  be  a  protest  from  shippers  and  car- 
riers There  is  no  dead  timber  in  the  Commission  to  be  cut 
out  It  did  not  expand  during  the  war  like  other  branches  o 
the  government.  Six  hundred  thousand  dollars  less  would  mean 
a  reduction  in  the  number  of  employees  and  a  reduction  in  1 
amount  of  work  accomplished.  The  Commission  does  not  dupli- 
cate the  work  of  any  other  branch  of  the  government.  The  rate 
regulating  part  of  the  Shipping  Board  is  the  only  branch  of  the 
government  that  does  work  like  that  done  by  the  Commission 
or  that  could  be  done  by  it.  It  is  possible  that  the  labor  market 
is  such  now  that  employees  of  the  Commission  would  accept  re- 
ductions in  pay  so  as  to  make  the  proposed  appropriation  hurt 
as  little  as  possible,  but  the  big  losses  in  personnel  suffered  by 
the  Commission  do  not  suggest  possible  economy  along  that 
line.  It  is  felt  by  those  who  are  advised  as  to  the  work  of  the 
Commission,  that  any  reduction  in  its  appropriation  will  be  re- 
flected in  a  lessening  of  the  speed  of  the  regulating  body  in  dis 
posing  of  the  matters  brought  before  it.  The  higher  paid  em- 
ployees in  the  Commission  are  the  ones  that  have  been  leaving 
it  "Those  remaining  in  the  service  dare  have  no  respect  for  the 
eight-hour  day,  because,  if  they  did,  the  work  would  drag  to 
such  an  extent  that  there  would  probably  be  an  explosion  in 
Congress  because  of  the  protests  by  both  railroads  and  shippers. 

A.  E.  H. 


RECONSIGNMENT  PRIVILEGES 

An  authoritative  announcement  as  to  the  scope  of  the  in- 
quiry being  made  by  the  Commission  by  reason  of  its  suspension 
of  the  tariffs  involved  in  I.  and  S.  Docket  No.  1250  has  been 
made  by  Secretary  McGinty,  as  follows: 

"The  Interstate  Commerce  Commission  recently  suspended 
certain  tariffs  governing  reconsignment  privileges,  Investigation 
and  Suspension  Docket  No.  1250,  and  it  has  arranged  for  public 
hearings  in  regard  to  them. 

"The  Commission  has  received  numerous  inquiries  whether 
evidence  will  be  taken  at  these  hearings  respecting  the  recon- 
signment of  particular  commodities  other  than  fruits  and  vege- 
tables. As  indicated  in  the  suspension  orders,  this  proceeding 
concerns  only  new  or  changed  rates,  charges,  regulations  or 
practices  stated  in  the  suspended  tariffs.  Therefore,  evidence 
may  be  offered  at  the  hearings  respecting  any  new  or  changed 
rules  applying  on  any  commodity.  The  proceeding,  however, 
does  not  include  an  inquiry  into  the  lawfulness  of  the  present 
rules  in  general,  which,  for  the  most  part,  have  heretofore  been 
approved  by  the  Commission,  and  are  reissued  without  change 
in  the  suspended  tariffs. 

"In  connection  with  this  proceeding  the  Commission  has  re- 
opened Docket  No.  10173,  Reconsignment  and  Diversion  Rules, 
58  I.  C.  C.  568,  solely  for  the  purpose,  however,  of  making  the 
record  therein  available  in  hearing  and  disposing  of  this  case. 
It  will  therefore  be  unnecessary  to  repeat  at  the  hearing  any 
of  the  testimony  offered  in  No.  10173,  or  to  file  any  portion  of 
that  record  as  exhibits  in  order  that  it  may  be  considered. 

"Hearings  have  been  assigned  before  Commissioner  Ford  as 
follows : 

At  Chicago,  111.,  beginning  10  a.  m..  Jan.  3,  1921. 
At  San  Francisco,  Cal.,  beginning  10  a.  m.,  Jan.   11.  1921. 
At  New  Orleans,  La.,  beginning  10  a.  m.,  Jan.   18.  1921. 
At  Jacksonville,  Fla..  beginning  10  a.  m.,  Jan.  21.  1921. 
At  Washington,  D.  C.,  beginning  10  a.  m.,  Jan.  31,  1921. 

"The  hearing  at  Washington  has  been  arranged  primarily 
for  the  purpose  of  enabling  parties  who  have  been  unable  to 
attend  the  former  hearings  to  appear  and  be  heard." 

The  scheduled  hearing  was  held  before  Commissioner  Ford 
at  Chicago  January  3. 

R.  H.  Wittecombe,  testifying  as  chairman  of  a  committee 
appointed  by  western  carriers,  stated  that  in  the  belief  of  the 
carriers,  the  rules  contained  In  the  new  tariffs  conformed  ex- 
actly to  the  conditions  of  the  decision  In  question  and  that  such 
discrepancies  as  might  be  pointed  out  by  the  shippers  would  be 
immediately  corrected.  It  was  the  intention  of  the  carriers  not 
to  offer  testimony,  but  on  question  being  raised  as  to  the  num- 
ber of  reconsignments  allowed  on  a  shipment  under  the  rules, 
H.  W.  Beyers,  freight  traffic  manager  of  the  C.  &  N.  W.  was 
placed  on  the  stand  to  clear  up  the  point. 

Mr.   Beyers   stated  that  the  carriers   were  aware   that  the 

present  wording  of  the  clause  in  question  was  rather  ambiguous. 

.  meeting  had  been  held,  he  said,  at  which  it  was  agreed  to 

bmlt  a  new  rule,  exactly  the  same  as  to  its  provisions,  but 

worded  so  as  to  preclude  any  further  possibility  of  misunder- 

The  prcRent  arrangement,  and  the  one  which,  under 


the  proposed  rules,  would  remain  in  force,  was  explained  as 
allowing  cne  reconsignment,  the  first,  free  of  charge  if  made 
in  the  territory  south  of  the  Ohio  and  west  of  Chicago  and  the 
Mississippi  while  the  car  is  in  transit,  or  within  24  hours  after 
arrival  of  the  car  at  destination,  providing  that  destination  be 
in  the  above  defined  territory.  This  rule  was  required  by  the 
decision  as  covering  shipments  originating  in  that  territory  but 
has  also  been  made  by  the  carriers  to  cover  shipments  originat- 
ing in  other  territory.  In  addition  to  this,  two  more  reconsign- 
ments  at  a  charge  are  allowed  on  shipments  of  this  description, 
and  two  reconsignments  at  a  charge  are  allowed  on  other  ship- 
ments. The  proposal  reads  as  follows: 

"The  steam  railroads  operating  in  the  United  States  permit 
only  two  reconsignments  on  the  through  rate  point  of  origin 
to  final  destination,  plus  the  reconsignment  charges,  regardless 
of  whether  the  shipment  moves  via  one  or  more  roads.  (Recon- 
signment and  Diversion  Rules,  Docket  10173,  58  I.  C.  C.,  568.) 
Subsequent  changes  if  made,  will  be  on  the  basis  of  local  rates 
applicable  to  each  subsequent  movement.  ' 

"Roads  operating  in  the  territories  south  of  the  Potomac 
and  Ohio  Rivers  and/or  west  of  Chicago  and/or  the  Mississippi 
River,  in  addition  to  the  above  provide  the  following: 

One  additional  change  without  charge  will  be  made  provide. 1  such 
change  is  the  first  and  is  made  while  cars  HIV  in  the  territories 
prescribed,  either 

(a)  while  shipments  are  enroute;  or 

(b)  if   billed    to   a   destination   within    the    territories    prescribed. 
then  while  enroute  or  within  twenty-four  hours  after  arriv.-il   .-it    .such 
first  billed  destination. 

On  question  by  the  commissioner,  Mr.  Beyers  stated  that. 
within  the  meaning  of  the  rules,  changes  in  destination  made  be- 
fore the  car  leaves  the  consignor,  involving  no  car  movement, 
are  not  considered  reconsignments  either  in  charge  or  in  the 
count  of  reconsignments  allowed.  The  commissioner  also  ques- 
tioned the  witness  regarding  the  growth  of  the  reconsignment 
practice,  eliciting  the  information  that  the  practice  has  grown 
enormously  since  its  inception,  when  it  was  merely  considered  a 
courtesy  on  the  part  of  the  carrier.  Mr.  Beyers  stated  that 
there  had  been  numerous  instances  in  the  past,  before  recon- 
signment regulation  had  been  attempted,  where  the  consignee 
had  merely  kept  his  car  moving,  through  reconsignments,  in 
order  to  avoid  demurrage  charges. 

The  western  carriers  also  submitted  the  proposal  that  all 
agency  tariff  rulings  be  printed  in  one  issue  to  avoid  future  mis- 
construction of  phraseology. 

The  St.  Louis  Chamber  of  Commerce  entered  a  protest 
against  the  order-notify  rule  which  is  now  under  suspension, 
alleging  that  the  peculiar  situation  of  the  East.  St.  Louis  switch- 
ing district  would  make  the  enforcement  of  that  rule  unjust  and 
discriminatory  against  the  shippers  in  St.  Louis  and  in  the  en- 
tire state  of  Missouri.  Mr.  Mallott,  representative  of  the  traffic 
section  of  the  St.  Louis  Chamber  of  Commerce  was  placed  on 
the  stand,  but  was  dismissed  at  the  request  of  the  Commis- 
sioner, who  stated  that  the  testimony  being  introduced  was 
merely  a  repetition  of  that  taken  in  the  previous  case. 

W.  R.  Scott,  appearing  for  the  transportation  committee  of 
the  Kansas  City  Board  of  Trade,  took  exception  to  that  portion 
of  the  embargo  clause  which  prohibits  the  reconsignment  of 
goods  into  territory  embargoed  at  the  time  the  car  was  for- 
warded from  point  of  origin.  The  carriers  agreed  to  revise  this 
rule  to  conform  with  the  Commission's  decision. 

A  representative  of  the  American  Farm  Bureau  Federation 
entered  a  protest  against  the  rule  which  imposes  a  flat  charge 
for  back-haul  reconsignments  regardless  of  whether  such  re- 
consignment  takes  place  before  or  after  the  car  has  been  placed 
for  unloading.  It  was  pointed  out  that,  in  the  case  of  regular 
reconsignments,  the  charge  is  less  when  the  reconsignment  is 
made  before  the  car  is  placed.  The  representative  requested 
consistency  on  this  point. 

The  Southern  Wholesale  Grocers'  Association  indicated  that 
it  would  be  prepared  to  enter  testimony  at  the  hearings  in  San 
Francisco  and  New  Orleans,  but  asked  that  its  protest  against 
the  order-notify  rule  also  to  be  entered  into  the  records  of  the 
Chicago  hearing.  The  California  Fruit  Growers  Association  said 
their  case  would  be  presented  at  San  Francisco. 

The  Commissioner  then  continued  the  hearing  until  10 
a.  m.  January  11,  at  San  Francisco. 


PERISHABLE    FREIGHT   TARIFF 

In  supplement  No.  6,  canceling  No.  5  of  Fairbanks'  Perish- 
able No.  1,  I.  C.  C.  No.  6,  a  change  is  made  in  groupings  in  the 
C.  M.  &  St.  P.  groups  in  Iowa  both  as  to  origin  and  destination; 
and  in  the  Kansas  City  group  No.  2,  on  the  Chicago  Great  West- 
ern and  the  Burlington.  It  contains  a  new  list  of  perishable 
commodities  to  become  effective  February  10.  It  publishes  new- 
rules  and  regulations  governing  shippers'  instructions,  waybill 
notations,  transfer  charges,  diversion  and  reconsignment,  care- 
takers with  bananas,  special  rules  governing  stated  refrigeration 
charges,  delays  to  iced  cars  at  loading  stations,  opening  of  ven- 
tilators of  cars  under  refrigeration,  disposition  of  refrigeration 
revenue  and  shipments  without  re-icing  in  transit;  also  special 
rules  governing  stated  replenishment  charges  and  carriers'  pro- 
tective service;  all  effective  February  10. 
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Decisions  of  Interstate  Commerce  Commission 


NORFOLK  AND  PORTSMOUTH 
SWITCHING 

A  settlement  of  the  Portsmouth  and  Norfolk  Belt  Line 
switch  ins  case  has  been  made  by  the  Commission  in  a  report, 
written  by  Commissioner  Woolley  in  I.  and  S.  No.  1202,  opinion 
No.  6522,  59  I.  C.  C.  579-84.  The  Commission  held  that  the  rail- 
roads had  not  justified  their  proposal  to  increase  the  line-haul 
rates  on  lumber  from  the  restricted  territory  in  North  Carolina, 
varying  in  distance  from  Norfolk  from  175  to  300  miles  by  one 
cent  per  100  pounds,  but  that  they  had  shown  that  it  would  be 
reasonable  lor  them  to  add  half  a  cent  to  each  of  the  rates  from 
points  of  origin  in  the  restricted  area.  The  Commission  con- 
demned the  proposal  carried  in  the  tariffs  under  suspension  and 
ordered  them  cancelled,  but  without  prejudice  to  their  right  to 
file  tariffs  proposing  an  increase  of  only  half  a  cent. 

The  case  had  been  pending  since  the  return  of  the  railroads 
to  their  owners.  During  federal  control  the  Commission  held 
It  was  unreasonable  for  the  line-haul  carriers  to  refuse  to  absorb 
the  switching  charges  of  the  Norfolk  &  Portsmouth  Belt  Line, 
on  traffic  from  the  restricted  area,  and  on  traffic  from  non-com- 
petitive points.  The  Commission's  decision  was  based  on  the 
broad  proposition  that,  all  the  railroads  being  under  federal 
control,  shippers  were  entitled  to  receive  freight  at  Norfolk  and 
Portmouth  without  extra  charge  on  shipments  from  the  re- 
stricted area  and  from  non-competitive  points. 

At  the  end  of  the  government  operation  the  different  car- 
riers proposed  to  restore  the  old  switching  charges.  But,  in- 
stead of  undertaking  to  justify  the  re-imposition  of  non-absorp- 
tion rules  and  switching  charges,  the  carriers  proposed  an  in- 
crease of  one  cent  per  100  pounds  on  traffic  from  the  restricted 
area. 

The  Commission  held  that,  inasmuch  as  no  testimony  had 
been  offered  in  support  of  the  switching  schedules,  they  would 
have  to  be  cancelled.  The  shippers  protested  against  the 
change  in  proposals,  which  took  place  as  the  hearing  without 
any  filing  of  tariffs  to  apprise  those  not  directly  interested  as  to 
what  was  going  on.  Commissioner  Hall,  from  the  bench,  called 
attention  to  the  weakness  of  such  a  proceeding,  which  would 
deprive  those  not  directly  interested  in  the  case  of  any  oppor- 
tunity to  be  heard. 

In  disposing  of  the  case  caused  by  the  publication  of  the 
switching  tariffs  the  Commission  ignored  the  substitute  pro- 
posal to  increase  the  line-haul  rates,  which  was  based  on  the 
ground  that  if  the  line-haul  carriers  would  have  to  absorb  the 
charges  of  the  belt  line,  owned  by  them,  their  revenues  on 
traffic  from  that  restricted  area  would  be  very  thin. 

The  carriers,  after  being  put  out  of  court  by  reason  of  their 
failure  to  go  at  the  matter  in  a  regular  way,  filed  tariffs  propos- 
ing a  one  cent  increase  and  that  phase  of  the  case  is  the  one 
handled  in  the  report  written  by  Commissioner  Woolley. 

Woolley  called  attention  to  the  fact  that  the  one-cent  in- 
crease in  rates  from  the  restricted  area  would  produce  $22,000 
in  excess  of  the  switching  absorptions  on  the  current  rates. 
The  carriers  undertook  to  justify  that  excess  on  the  ground  that 
it  just  about  covered  the  absorptions  of  belt  line  charges  on 
traffic  from  non-competitive  points  beyond  the  restricted  area. 
Woolley  said  that  that  would  not  do  and  that  rates  from  the 
restricted  area  would  have  to  be  considered  wholly  without 
reference  to  absorptions  on  traffic  from  territory  not  involved 
In  this  proceeding. 


DEFINITION  OF  "PRACTICE" 

A  practice  that  affects  only  one  person  or  corporation  is  just 
as  much  a  practice  as  if  it  affected  all  patrons  of  a  common  car- 
rier and,  therefore,  it  is  subject  to  regulation  by  the  Commis- 
sion. That  is  the  substance  of  a  definition  of  the  word  made 
by  Commissioner  McChord  in  an  opinion  on  No.  11131,  Postal 
Telegraph-Cable  Co.  vs.  Western  Union  Telegraph  Company, 
opinion  No.  6499,  59  I.  C.  C.  512-17.  The  opinion  condemns  the 
practice  of  the  Western  Union,  which  requires  the  Postal,  when 
the  latter  transfers  a  message  to  the  former,  to  bring  along  the 
cash,  the  condemnation  resting  on  the  fact  that  if  the  same  per- 
son sends  the  message  direct  to  the  Western  Union,  credit  is 
extended,  and  the  further  fact  that  when  the  Postal  desires  to 
send  a  message  on  its  own  account  over  the  wires  of  the  Western 
Union,  the  latter  gives  it  credit. 

According  to  Mr.  McChord,  the  principal  contention  of  the 
Western  Union  was  that  the  giving  of  credit  to  one  customer  and 
denying  it  to  another  is  neither  an  unlawful  discrimination  nor 
an  unreasonable  practice.  It  further  contended  that  the  Commis- 
sion had  not  the  power  to  require  the  Western  Union  to  per- 
form service  on  credit. 


In  the  matter  of  selective  extensions  of  credit,  McChord 
said,  the  Commission,  in  American  Coal  &  Coke  Co.  vs.  Michi- 
gan Central,  laid  down  the  rule  that  "the  all-embracing  prohibi- 
tions of  the  law  against  undue  or  unreasonable  preference,  preju- 
dice or  disadvantage  apply  to  this  practice  as  to  all  others." 
That  view,  expressed  in  36  I.  C.  C.  195,  has  never  been  attacked 
in  a  court,  nor  seriously  before  the  Commission.  McChord  said 
in  connection  with  this  matter,  while  the  extension  of  credit  by 
common  carriers  by  railroad  is  the  exception,  the  fact  is  the 
other  way  about  in  the  practices  of  both  Western  Union  and 
Postal.  Credit  is  given  by  the  Western  Union  to  every  person 
whose  name  is  found  in  a  telephone  directory,  provided  there 
has  never  been  any  trouble  in  collecting  from  such  a  person. 

The  Western  Union  said  that  a  practice  is  "one  of  general 
and  uniform  application  and  does  not  refer  to  the  relations  be- 
tween the  carrier  and  a  particular  subscriber  or  patron." 

"This  contention  is  obviously  unsound,"  said  McChord.  He 
said  the  law  does  not  use  the  word  practice  in  any  unusual 
sense  and  that  the  law  is  broad  enough  to  cover  any  unreason- 
able practice  of  a  common  carrier,  whether  toward  one  shipper 
or  patron,  or  all.  The  power  of  the  Commission  over  unreason- 
able or  unlawful  discriminations,  he  said,  is  plenary.  In  bringing 
his  condemnation  of  the  practice  of  the  Western  Union  to  its 
climax,  McChord  said: 

"This  is  not  a  case  in  which  the  Western  Union  merely  re- 
fuses credit  to  a  particular  concern.  It  does  not  deny  credit  to 
the  Postal  as  a  customer;  it  denies  it  to  that  .company  only  as  the 
medium  of  transfer  of  messages,  even  though  the  senders  are 
themselves  otherwise  accorded  credit.  It  does  'so,  not  because 
it  deems  either  the  Postal  or  the  senders  irresponsible,  but  solely 
in  an  effort  to  make  it  inexpedient  for  the  Postal  to  accept  such 
messages,  and  thus  hamper  its  activities  as  a  competitor.  As  it 
will  accept  for  transmission  on  credit  messages  received  from 
senders  otherwise  than  through  the  medium  of  the  Postal  but  not 
when  transferred  by  that  company,  and  admittedly  would  accept 
on  credit  the  Postal's  own  messages,  the  only  possible  infer- 
ence is,  a  desire  to  discredit  and  injure  the  Postal.  Applied  in 
this  way,  with  this  obviously  sinister  purpose,  the  practice  com- 
plained of  is  unreasonable  in  the  last  degree." 

The  order  requires  the  Western  Union  to  establish  a  reason- 
able practice  on  or  before  February  1.  A  reasonable  practice,  the 
report  said,  would  be  for  the  Western  Union  to  extend  credit  to 
the  Postal,  on  messages  transferred  by  it  to  the  Western  Union, 
to  the  same  extent  that  it  would  give  credit  to  the  sender  were 
the  message  delivered  dirctly  and  not  through  the  agency  of  the 
Postal.  McChord  said  that,  as  a  mattr  of  course,  if  the  Western 
Union  at  any  time  should  have  reason  to  question  the  responsi- 
bility of  the  Postal,  it  may  secure  itself  by  requiring  an  appropri- 
ate bond  or  other  sufficient  security. 

This  refusal  to  give  credit  to  the  Postal  grew  out  of  the 
fact,  the  report  indicates,  that  on  August  1,  1919,  when  the 
government  relinquished  the  telegraph  lines,  the  Postal  reduced 
the  rates  made  by  the  postmaster  general  to  the  pre-war  level, 
while  the  Western  Union  continued  the  Burleson  rates.  The 
Western  Union  said  it  feared  senders  of  messages  through  the 
medium  of  the  Postal  would  refuse  to  pay  the  higher  Western 
Union  rates;  and  also  that  the  Postal  would  refuse  to  pay  and 
question  the  propriety  of  the  present  Western  Union  rates. 


PETROLEUM  INCREASES  DENIED 

The  proposal  of  the  carriers  to  increase  rates  on  petroleum 
and  its  products  from  points  in  Kansas,  Oklahoma,  and  Missouri 
to  Chicago,  Milwaukee,  Racine,  and  related  points,  under  inquiry 
in  I.  and  S.  No.  1201,  opinion  No.  6495,  59  I.  C.  C.,  499-501. 
has  been  condemned  by  the  Commission  as  not  justified.  The 
proposed  advances  were  suggested  as  a  compliance  with  the 
Commission's  order  in  Wadhams  Oil  Company  vs.  Director- 
General  (57  I.  C.  C.,  597),  in  which  the  regulating  body  con- 
demned rates  to  Milwaukee  and  Kacine  because  they  were  more 
than  three  cents  higher  than  the  rates  to  Chicago.  The  car- 
riers, in  the  tariffs  under  suspension,  proposed  to  increase  the 
rate  to  Chicago  from  29.5  cents  to  32  cents  and  from  34.5  cents 
to  35  cents,  the  rates  to  Milwaukee  and  Racine.  In  his  report 
Commissioner  Woolley  said  the  higher  rates  to  Milwaukee  and 
Racine  had  not  been  justified.  Therefore,  he  said,  the  still 
greater  increases  proposed  to  Chicago  must  fail  of  justification. 


BOOTS  AND  SHOES  RAIL- AND- WATER 

The  Commission,  on  a  report  by  Commissioner  Woolley. 
has  dismissed  No.  8734.  E.  A.  Waxelbaum  &  Bro.,  Inc.,  vs.  Ocean 
Steamship  Company  of  Savannah  et  al.,  opinion  6488.  59  I.  C.  C. 
480-2;  and  No.  4596,  Chamber  of  Commerce  of  the  City  of  Au- 
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gusta  vs.  A.  C.  L.  et  al.;  and  No.  5429,  Freight  Bureau,  Chamber 
of  Commerce  of  Macon,  Ga.,  vs.  Central  of  Georgia. 

These  cases  were  filed  in  1911,  1913  and  1916.  They  as- 
sailed, as-  unreasonable  and  unduly  prejudicial,  rail  and  water 
rates  on  boots  and  shoes,  from  New  York  and  Boston  to  Au- 
gusta and  Macon.  Woolley's  report  holds  that  the  unjust  dis- 
criminations that  may  have  existed  prior  to  January  1,  1916, 
were  removed  by  the  readjustment  of  rates  that  went  into  ef- 
fect on  that  day  as  a  result  of  the  Commission's  findings  and 
order  in  Fourth  Sections  Violations  in  the  Southeast  and  that 
the  complainants  had  not  shown  themselves  to  have  been  dam- 
aged by  the  maladjustments  prior  to  that  date.  In  one  of  the 
commercial  organization  complaints  the  shoe  dealers  alleged 
to  have  been  damaged  were  not  named.  Woolley  said  that  the 
prayer  for  reparation  therefore  was  nugatory.  The  complain- 
ants covered  by  the  other  commercial  organization  complaint 
did  not  offer  any  testimony.  Waxelbaum  &  Brother  simply 
showed  that  their  business  fell  off  in  months  when  Atlanta 
competitors  had  the  nominal  advantage  of  lower  rates,  but  the 
showing  was  not  clear  that  the  difference  in  rates  was  the  cause 
of  the  reduction. 


REPARATION  ON  PLASTER 

An  award  of  reparation,  on  account  of  an  overcharge,  has 
been  made  in  No.  10953,  Acme  Cement  Plaster  Co.  vs.  Quanah, 
Acme  &  Pacific,  et  al,  opinion  No.  6497,  59  I.  C.  C.  508-9,  the 
traffic  being  a  double  load  of  300  sacks  of  plaster  from  Acme, 
Tex.,  to  Farmington,  Mo.,  and  600  sacks  of  plaster  to  Chaffee, 
Mo.  The  shipment  to  Farmington  was  the  only  one  in  question. 
The  carriers  imposed  a  combination  rate  of  29.5  cents.  The 
Commission  held  that  the  combination  of  23.5  cents,  applied  to 
the  shipment  to  Chaffee  should  have  been  applied  to  the  one  to 
Farmington,  because,  there  was  no  prohibition  against  double- 
loading  and  no  provision  requiring  one  destination  to  be  inter- 
mediate to  the  other. 


CLASSIFICATION    OF  GINGER  ALE 

In  a  report  on  I.  and  S.  No.  1215,  "Ginger  Ale  from  Shreve- 
port  to  and  Between  Points  in  Texas,"  opinion  No.  6517,  59 
i.  C.  C.,  566-7,  the  Commission  held  that  the  carriers  had  not 
justified  their  proposal  to  eliminate  ginger  ale  from  the  list  of 
articles  taking  Class  C  rates,  which  would  have  the  effect  of  put- 
ting that  soft  drink  on  the  fifth-class  basis. 


DEMURRAGE   ON    LUMBER 

The  Commission  has  dismissed  No.  10681,  Lowry  Lumber  Co. 
vs.  Southern  et  al.,  opinion  6498,  59  I.  C.  C.  510-11,  holding  that 
the  demurrage  charges  and  rate  applicable  on  three  carloads  of 
lumber  from  Haslam,  Tex.,  to  Washington,  D.  C.,  and  ultimately 
moved,  via  Potomac  Yard,  Va.,  to  New  England  destinations 
were  not  unreasonable  or  otherwise  unlawful.  The  decision  also 
covers  No.  10689,  Same  vs.  Same,  and  No.  10688,  Same  vs.  Same. 

RATES    ON    COAL 

A  finding  of  unreasonable  rates  on  coal  and  an  award  of 
reparation  down  to  the  basis  of  the  rates  found  reasonable  has 
been  made  in  No.  10954,  Kansas  Flour  Mills  Co.  vs  A  T  & 
i.  F.  et  al.,  opinion  No.  6513,  59  I.  C.  C.  557-8  The  finding  is 
that  various  rates  on  coal  from  Haileyville,  Okla.,  to  Goodwin, 
Okla.,  and  reconsigned  to  Higgins,  Tex.,  were  unreasonable  to 
the  extent  that  they  exceeded  the  joint  rates  of  $3.05  on  lump 
coal  and  J2.55  on  nut  coal,  plus  a  reconsigning  charge  of  $5  per 
car,  and  reparation  is  to  be  made  to  that  basis.  Combinations 
were  applied,  but  mistakes  in  the  rates  caused  overcharges  to 
be  made,  even  on  that  basis. 


ADDITIONS  TO  RAIL  FACILITIES 

Robert  S.  Binkerd,  assistant  to  the  chairman  of  the  Associa- 
ion  of  Railway  Executives,  in  a  statement  in  "American  Rail- 
roads,    which   is  issued   by   the  association,   reviews   the   steps 
railroadi>   t<>   add   to   their   equipment   and   track 


'•The  raHroad  companies  have  ordered  approximately  40  000 
ight  cars  this  year,"  he  said,  "and  in  the  later  months  of  the 

ould  Pnah.     fhmP    tS  -°   make   financial    arrangements    which 

them  to  increase  this  sum   total  to  about  60000 

n  S?ME  15,000  will  be  refrigerator  cars,  there  having  been 

t  addition  to  this  class  of  equipment  for  some  years,  and 

here  having  been  no  refrigerator  cars  constructed  at  all  during 

the  entire  twenty-six  months  of  federal  control 

The   companies    either   have   ordered   or   are   making   the 
icial   arrangements   to   purchase    approximately    1  500   addi-< 
ilonal  locomotives  and   about   1,200  passenger  cars      The  total 
cost  of  this  equipment  is  approximately  as  follows 


Total 


Pullman  cars  this  year,  none  having  been  built  during  the  period 
of  federal  control. 

"Capital  expenditures  on  fixed  property  this  year  have  neces- 
sarily been  largely  confined  to  those  which  would  promote  the 
movement  of  cars.  It  is  impossible  for  the  carriers,  even  if  the 
present  rate  increase  ultimately  brings  them  a  six  per  cent  re- 
turn, to  go  into  a  seven  to  eight  per  cent  money  market  and 
raise  large  sums  of  money  for  capital  improvements.  In  addi- 
tion, the  congestion  existing  and  developing  at  the  time  private 
operation  was  resumed  made  extensions  for  the  purpose  of 
producing  additional  traffic  for  the  time  being  impracticable 
and  required  that  the  traffic  already  in  existence  and  incapable 
of  being  moved  should  receive  the  first  provision  in  facilities. 

"Accordingly,  the  expenditures  made  have  generally  looked 
toward  the  enlargement  of  roundhouses  and  engine  terminals 
capacity,  the  increase  of  shops,  machinery  and  tools  for  the 
repair  of  equipment,  the  extension  of  sidings,  additional  yard 
tracks,  interlocking  devices,  automatic  signals  and  heavier  rail 
and  ballast. 

"In  addition,  a  number  of  important  carriers  have  been 
double-tracking,  strengthening  bridges,  reducing  grades,  and 
other  work  necessary  for  the  extension  of  the  operation  of 
heavier  locomotives  and  larger  capacity  cars. 

"Typical  of  important  projects  under  foot  are  the  application 
of  heavier  power  to  the  Chesapeake  &  Ohio  Railway  Company; 
the  building  of  a  double  track  on  the  ruling  grade  of  the  Vir- 
ginian, which  will  almost  double  its  coal  carrying  capacity; 
three  big  freight  yards  on  the  New  York,  New  Haven  &  Hart- 
ford; the  elimination  of  a  limiting  tunnel  on  the  Delaware  & 
Hudson;  the  expansion  of  the  Louisville  &  Jefferson  bridge; 
the  building  of  a  cut-off  on  the  Kanawha  &  Michigan;  flattening 
curves  and  reducing  grades  on  the  Norfolk  Southern;  the  con- 
struction of  a  big  grain  elevator  at  Baltimore  by  the  Pennsyl- 
vania Railroad;  the  enlargement  of  yard  and  engine  facilities 
on  the  Texas  &  Pacific  and  the  Wheeling  &  Lake  Erie;  and  the 
extension  of  the  coal  pier  of  the  Western  Maryland  at  Baltimore. 

"All  told,  it  is  estimated  that  the  carriers  are  spending  some 
$300,000,000  upon  such  improvements,  of  which  about  $70,000,000 
is  being  financed  by  loans  from  the  fund  provided  by  section 
210  of  the  Transportation  Act,  and  most  of  the  remainder  out  of 
earnings. 

"The  operating  expenses  filed  by  the  carriers  with  the  Inter- 
state Commerce  Commission  show  that  in  the  six  months  from 
March  1  to  September  30  the  carriers  spent  approximately 
$175,000,000  more  than  in  the  similar  six  months  of  1919  on  the 
maintenance  of  their  fixed  property,  and  approximately  $220,000,- 
000  more  than  during  the  similar  six  months  of  1919  on  the 
maintenance  of  their  cars  and  locomotives. 

"Some  of  this  increased  expenditure  of  course  merely  re- 
flects the  higher  wages  which  the  railroads  are  compelled  to 
pay  for  such  work,  but  a  considerable  part  of  it  also  represents 
outright  increases  in  physical  reparation  necessary  to  make  up 
some  of  the  deterioration  caused  during  the  war  period. 

"The  ability  of  the  railroads  to  make  up  even  the  deferred 
maintenance  of  the  war  period  is  conditioned  not  alone  upon 
earnings,  but  upon  the  prices  of  labor  and  commodities,  and  upon 
the  extent  to  which  and  the  rapidity  with  which  they  realize  the 
return  contemplated  by  the  present  increase  in  rates. 

"When  it  comes,  however,  to  genuine  expansion  of  the  rail- 
road plant,  that  cannot  be  looked  for  in  any  large  measure 
until  there  is  something  like  a  world-wide  readjustment  of  the 
conditions  of  money  and  credit  which  would  enable  an  industry 
with  a  six  per  cent  earning  power  to  compete  against  other  in- 
dustries for  large  sums  of  money  in  the  investment  market. 
When  that  time  comes,  the  railroads  will  undoubtedly  make  the 
largest  possible  use  of  it." 


"in  addition'  Vo  'Jhtei  'the"puil^an'  CompanV '  is'  buIwS°WO 


PAYMENT  OF  GUARANTY 

The   Traffic   World   Washington  Bureau 

Representative  Winslow  of  Massachusetts  has  introduced  a 
bill  to  amend  the  transportation  act  so  that  partial  payments 
may  be  made  to  the  carriers  of  amounts  due  them  under  the 
guaranty  before  the  final  balance  is  determined.  It  is  designed 
to  remedy  the  situation  growing  out  of  the  refusal  of  Secretary 
Houston  to  honor  the  Commission's  certificates  for  partial  pay- 
ments after  September  1. 

The  Supreme  Court  of  the  District  of  Columbia,  January  3, 
held  in  the  mandamus  suit  brought  by  the  Grand  Trunk  Western 
against  the  Secretary  of  the  Treasury,  that  the  latter  was  not 
authorized  to  make  partial  payments  of  guaranty  under  the 
transportation  act.  This  ruling  sustains  the  position  taken  by 
Secretary  Houston.  A.  P.  Thorn,  for  the  carriers,  said  an  ap- 
peal would  be  taken  and  also  that  steps  would  be  taken  at  once 
to  have  Congress  amend  the  transportation  act  so  it  would  be 
clear  that  partial  payments  may  be  made. 

Z.   &    W.    NOTE 

The  Zanesville  &  Western  Railway  Company  has  been  au- 
.honzed  by  the  Commission  to  issue  a  ten-year  promissory  note 
for  $60,000  payable  to  the  New  York  Central,  the  proceeds  to  be 

I  for  additions  and  betterments  to  roadway  and  Structures. 
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Tentative  Reports  of  the  Commission 


LOGS,  BOYNE  TO  CADILLAC 

\  recommendation  that  the  complaint  be  dismissed  has  been 

•  by  Examiner  Henry  C.  Keene  in  a  tentative  report  on  No. 
IIL'16,  Cobbs  &  Mitchell,  Inc.,  vs.  Grand  Rapids  &  Indiana  and 
l  lie  Director-General.  The  allegation  is  that  a  rate  of  $2.81  per 
thousand  feet  on  logs,  moving  in  the  period  between  December  31, 
I !il!i,  to  February  29,  1920,  from  Boyne  to  Cadillac,  Mich.,  was 
unreasonable,  in  violation  of  section  1  of  the  act  to  regulate  com- 
merce and  section  10  of  the  federal  control  act. 

Primarily,  the  question  was  as  to  whether  the  Grand  Rapids 
\  Indiana  was  under  obligation  to  do  the  switching  at  Boyne  and 
a  i  Cadillac  or  make  an  allowance  for  the  work  done  by  the  unin- 
corporated railroad  owned  by  the  complainant. 

The  examiner  treated  the  question  of  allowance  for  the 
work  done  by  the  facilities  furnished  by  the  complainant  in  the 
same  way  that  the  Commission  has  been  treating  most  of  the 
terminal  railroad  questions  for  the  last  year  and  a  half;  that 
Is,  he  said  a  trunk  line  need  not,  in  the  absence  of  a  showing 
of  unjust  discrimination,  make  an  allowance  to  a  shipper  furnish- 
ing; a  facility  so  long  as  the  trunk  line  is  ready  to  perform  the 
switching  service,  wherever,  by  custom  and  general  usage,  the 
line-haul  rate  covers  that  service. 


than  sulphuric  acid.  Galena  was  in  the  Houston-Port  Arthur 
group.  Since  the  complaint  was  filed,  the  rate  on  sulphuric 
acid  has  also  been  put  down  to  the  basis  of  the  rate  to  the 
Houston-Port  Arthur  group. 


CHARGES  ON  IMPORTED  SHEEP  SKINS 

In  tentative  report  In  No.  11510,  Tanners'  Council  of  the 
United  States  of  America  et  al.  vs.  Director-General,  as  agent, 
written  by  Examiner  Gartner,  It  is  recommended  that  the  Com- 
mission find  that  the  complainants  are  entitled  to  reparation 
on  certain  shipments  of  imported  sheep  skins,  moving  from 
Pacific  coast  ports  to  points  in  eastern  territory  between  June 

1918,  and  February  15,  1919,  on  which  were  assessed  freight 
(•barges  on  the  basis  of  the  fifth-class  rate  of  $2.37*4  in  an 
amount  equal  to  the  difference  in  such  charges  and  those  that 
would  have  accrued  based  on  a  rate  of  $1.25  per  100  pounds. 

The  case  grew  out  of  the  cancellation  of  import  rates  by  the 
Director-General  on  June  25,  1918.  The  complainants,  during 
the  period  from  June  25,  1918,  to  February  15,  1919,  imported 
from  New  Zealand  via  Pacific  coast  ports  large  quantities  of 
sheep  skins  on  which,  in  the  absence  of  a  specific  import  com- 
modity rate,  the  fifth-class  rate  of  $2.37i/£  was  charged.  The  im- 
port rate  previously  in  effect  was  $1  and  contemporaneously 
with  that  rate  there  was  a  $1  domestic  rate  applying  from  Pa- 
cific coast  terminals  to  eastern  territory  on  hides  (green),  cattle 
tails  (green),  pig  skins  (green),  sheep  slats  (green),  and  sheep 
pelts  (green).  This  domestic  rate  was  increased  to  $1.25  by 
the  same  order  which  cancelled  the  import  rates,  and  was  in 
effect  at  the  time  the  shipments  involved  moved. 

Examiner  Gartner  recommends  that  the  Commission  hold 
that  the  charges  applied  to  the  shipments  of  imported  pickled 
sheep  skins  from  Pacific  coast  ports  to  eastern  territory  be- 
tween June  25,  1918,  and  February  15,  1919,  were  unreasonable 
to  the  extent  that  they  exceeded  charges  based  on  the  domestic 
commodity  rate  applicable  between  the  same  points  on  sheep 
slats  (green)  of  $1.25. 


APPLES,  CALIFORNIA   TO   ARIZONA 

Examiner  Henry  C.  Keene,  in  a  tentative  report  on  No. 
11X53,  Traffic  Bureau,  Chamber  of  Commerce  of  Phoenix,  Ariz.. 
ft  al.  vs.  Southern  Pacific  et  al.,  recommended  a  holding  that  a  rate 
of  $1.095  on  fresh  apples,  in  carloads,  from  Watsonville,  Calif., 
to  Phoenix,  Ariz.,  was  unreasonable  to  the  extent  that  it  ex- 
ceeded a  rate  of  $1.04  and  that  reparation  should  be  awarded. 


RATE  ON  SULPHURIC  ACID 

In  a  tentative  report  on  No.  11652,  Galena  Signal  Oil  Com- 
pany of  Texas  vs.  Colorado  &  Southern  et  al.,  Examiner  Eddy 
has  recommended  a  finding  that  the  rate  of  41.5  cents  on  sul- 
phuric acid  in  tank  cars  from  Denver  to  Galena,  Tex.,  11.9  miles 

of  Houston,  applied  between  March  14,  1919,  and  May  17, 
I!'-",  was  unreasonable  to  the  extent  that  it  exceeded  38  cents, 
which  was  the  sum  of  the  intermediate  rates  in  effect  at  the 
time  the  shipments  moved,  and  unjustly  discriminatory  to  the 
extent  that  it  exceeded  a  rate  of  31.5  cents,  which  was  in  effect 
contemporaneously  to  Port  Arthur,  which  is  more  distant  from 
Denver  than  Galena,  but  not  directly  intermediate,  because 
Galena  is  on  a  branch  line. 

Eddy  said  the  record  did  not  disclose  damage  to  have  been 
suffered  by  the  complainant,  although  there  was  some  testimony 
to  show  that  competing  refiners  shipped  on  the  lower  rate  to 
Houston  and  to  Port  Arthur.  Therefore,  he  recommended  a 
denial  of  reparation. 

The  testimony  showed  that  on  every  kind  of  freight,  other 


UNREASONABLE   EXPORT   RATE 

An  award  of  reparation  has  been  recommended  by  Examiner 
John  A.  McQuillan  in  a  tentative  report  on  No.  11507,  Texas 
Company  vs.  Director-General,  as  agent,  on  account  of  an  un- 
reasonable export  rate  on  lubricating  oil  and  paraffine  wax  from 
Port  Arthur,  Tex.,  to  Galveston,  Tex.,  in  the  fall  and  early 
winter  of  1918.  The  legally  applicable  rate  of  29.5  cents  was 
assessed  and  collected,  but  the  complainants  pointed  out  that, 
while  that  rate  was  being  collected  on  shipments  from  Port 
Arthur  to  Galveston,  marked  for  export,  the  carriers  were  main- 
taining a  rate  of  16.5  between  the  same  points  when  the  stuff 
was  to  go  for  coastwise  shipment  by  water.  They  also  main- 
tained a  rate  of  16.5  for  coastwise  traffic,  from  Port  Arthur  to 
New  Orleans,  a  distance  of  300  miles.  The  carriers  called  at- 
tention to  many  rates  for  hauls  no  greater  than  the  one  from 
Port  Arthur  to  Galveston,  higher  than  the  one  against  which 
the  complaint  was  laid,  to  show  that  it  was  not  unreasonable. 
The  examiner,  however,  thinks  the  Commission  should  hold  the 
rate  of  29.5  unreasonable  to  the  extent  that  it  exceeded  16.5 
cents,  which  rate  was  established  January  15,  1919,  and  that 
reparation  should  be  awarded  down  to  the  basis  of  16.5  cents. 


GROCERS -PACKERS  CASE 


Tht  Traffic   World   Washington  Bureau 

About  all  the  disagreements  between  the  wholesale  grocers 
and  the  meat  packers  as  to  facts  that  have  been  aired  in  the 
public  discussions  between  them  were  in  evidence  in  the  argu- 
ments, on  January  5,  on  the  complaints  of  the  grocers  alleging 
unjust  discrimination  by  the  railroads  against  the  grocers  in 
favor  of  the  packers.  Clifford  Thorne  and  James  Stillwell,  the 
former  attorney  for  the  grocers  and  the  latter  for  the  central 
territory  railroads,  were  unable  even  to  agree  as  to  the  facts 
in  the  record. 

The  case  was  presented  at  the  morning  session  by  Clifford 
Thorne,  Dana  T.  Ackerly  and  R.  C.  Fulbright,  for  the  grocers, 
and  Franklin  D.  Jones  for  the  intervening  dairy  interests  which 
support  the  contentions  of  the  grocers;  James  Stillwell,  for  the 
eastern  railroads,  and  Kenneth  F.  Burgess,  for  the  western  car- 
riers. The  intervening  packers,  who  were  really  the  defendants, 
did  not  have  an  opportunity  to  be  heard  until  the  nominal  parties 
had  been  heard. 

In  closing  his  opening  statement  of  the  case,  Mr.  Thorne 
pointed  out  that  the  packer  obtains  a  peddler  car  for  the  move- 
ment of  less-than-carload  quantities  when  he  agrees  to  furnish 
a  minimum  load  of  10,000  pounds,  with  the  privilege  of  stopping 
the  car  at  many  places.  The  grocer  gets  a  car  when  he  agrees 
to  furnish  15,000  pounds,  but  in  some  instances  that  privilege 
is  limited  to  one  destination,  while  the  packer  may  unload  at 
many  points. 

The  argument  in  behalf  of  the  dairy  interests  went  largely 
to  the  point  that  the  common  carrier  railroad  should  not  be 
permitted  to  surrender  its  function  of  furnishing  transportation 
to  a  shipper  or,  if  it  did  surrender  part  of  its  function,  it  should 
be  required  to  establish  a  similar  public  service.  In  such  an 
event,  Mr.  Jones,  who  was  making  the  argument,  believed  that 
the  private  service  would  be  discontinued.  He  said  that  as  a 
result  of  the  discriminations  of  the  railroads,  the  big  packers 
had  acquired  50  per  cent  of  the  trade  in  cheese  and  19  per  cent 
of  the  trade  in  butter. 

Mr.  Jones  objected  to  the  mixing  rules,  contending  that  they 
should  be  confined  to  the  mixing  of  related  articles,  as,  for 
instance,  the  products  of  the  slaughter  houses.  He  could  see 
no  economic  reason  for  allowing  any  other  kind  of  mixtures. 

Commissioner  Aitchison  wanted  to  know  if  it  was  not  the 
duty  of  a  carrier  to  see  that  space  was  not  wasted  in  private 
cars  just  as  much  as  it  was  its  duty  to  conserve  space  in  its 
own  cars.  He  suggested  that  if  the  packer  is  not  permitted 
to  put  other  articles  into  the  slack  space  in  a  peddler  car,  the 
demand  for  merchandise  cars  will  be  increased.  Mr.  Jones 
suggested  that  the  remedy  for  that  would  be  the  substitution 
of  a  public  refrigerator  car  service  in  which  other  shippers 
could  take  up  the  slack  space.  He  contended  further  that  the 
extension  of  the  peddler  car  principle  was  as  bad  as  would  have 
been  the  extension  of  the  carload  principle  to  the  extent  of 
making  rates  based  on  trainloads.  His  conclusion  was  that  the 
practice  is  illegal  and  unlawful.  Only  a  few  shippers  can  utilize 
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the  peddler  car  and  the  fact  that  the  rules  hold  out  the  privilege 
to  all  shippers  does  not  make  it  lawful. 

Mr.  Ackerly  discussed  the  economic  phases  of  the  subject, 
agreeing,  however,  with  Commissioner  Potter  that  the  Com- 
mission must  deal  with  the  subject  from  a  transportation  and 
not  an  economic  point  of  view.  His  excuse  for  dealing  with 
that  phase  was  that  the  packers  had  contended  that  the  chief 
cause  of  complaint  existed  because  the  grocers  have  not  been 
efficient  and  economical  in  transportation.  He  contended  that 
the  grocers  are  asking  only  that  the  railroads  give  -them  the 
service  they  give  to  others  and  that  exclusion  is  the  alternative 
only  in  the  event  they  cannot. 

"In  the  event  the  railroads  took  over  these  refrigerator  cars 
would  the  public  obtain  the  benefit  of  packer  service?"  inquired 
Mr.  Potter. 

Mr.  Ackerly  said  Mr.  Thorne  would  answer  that  in  his 
closing. 

"The  railroads  in  this  case  are  the  innocent  by-standers," 
said  Mr.  Stillwell,  his  contention  being  that  it  is  a  row  between 
the  packers  and  grocers. 

So  far  as  the  eastern  carriers  are  concerned,  he  said,  there 
has  been  no  showing  of  necessity  for  changes  in  the  peddler 
car  rules;  the  carriers  in  that  part  of  the  country  had  suggested 
making  the  peddler  car  minimum  21,000  pounds,  the  same  as 
the  fresh  meat  minimum,  but  the  Commission  had  disagreed 
with  them  and  required  the  continuance  of  the  20,000-pound 
minimum. 

"It's  true  that  by  putting  a  ham  into  a  carload  of  nails,  the 
whole  mixture  moves  on  the  minimum  pertaining  to  hams," 
admitted  Mr.  Stillwell,  both  articles  being  rated  fifth  class. 
"But  anybody  can  do  that  and  there  is  no  discrimination.  No- 
body, so  far  as  I  know,  has  ever  done  it." 

Mr.  Aitchison  suggested  that  that  would  be  a  waste  of  trans- 
portation, the  minimum  on  nails  being  56,000  pounds,  while  the 
minimum  on  hams  is  about  36,000. 

"But  it  is  not  an  unjust  discrimination,"  persisted  Mr.  Still- 
well. 

"We  are  innocent,  but  we  are  not  by-standers,"  said  Mr. 
Burgess,  in  beginning  his  defense  of  the  western  carriers.  He 
said  there  was  only  one  mixing  rule  in  Western  Classification 
territory  that  ought  to  be  changed.  That  is  carried  in  one  of 
Leland's  tariffs.  It  permits  the  use  of  articles  put  into  a  peddler 
car  to  take  up  the  slack  space  to  be  counted  in  making  up 
the  minimum.  The  western  trunk  line  rule  requiring  the  mini- 
mum to  be  made  up  of  fresh  meat  should  prevail  throughout 
the  Western  Classification  territory,  he  said. 

"Mr.  Jones's  clients  are  interveners  in  this  case,"  said  Mr. 
Burgess.  "They  are  asking  for  the  establishment  of  a  refrig- 
erator car  service.  There  is  no  such  prayer  in  the  complaint 
of  the  grocers  and  an  intervener  has  no  right  to  broaden  the 
issues. 

"The  allegation  that  the  packer  cars  receive  better  service 
than  the  merchandise  cars  of  the  grocers  is  not  true.  They 
receive  precisely  the  same  service.  They  are  hauled  in  the 
same  train  to  the  first  division  point  and  if  there  is  any  delay 
t  is  in  the  grocer  not  getting  his  goods  to  the  freight  station 
in  time  to  get  out  on  the  same  train.  The  average  wholesale 
grocer  does  not  distribute  beyond  the  first  division  point.  Mr. 
Thorne  used  as  an  illustration  a  car  coming  from  Chicago  to 
Washington.  No  grocer  in  Chicago  ships  that  far." 

Attorney-General  Palmer  and  his  decree  requiring  the  five 
big  packers  to  get  out  of  the  grocery  business  received  some  at- 
tention at  the  hands  of  attorneys  for  the  big  and  little  packers 
at  the  afternoon  session.  Walter  E.  McCornack,  for  the  interior 
Iowa  packers,  said  his  clients  were  selling  groceries  and  in- 
tended continuing  to  do  so  until  some  law  was  passed  requiring 
them  to  get  out  of  the  grocery  business.  George  P.  Boyle,  rep- 
resenting George  E.  Hormel  &  Co.,  gave  similar  notice. 

Before    they    made    their    declarations,    Ross    D.    Rynder, 

speaking  for  the  big  packers  generally  and  Swift  &  Co.  in  par- 

mlar,  said   that  Swift   &   Co.  had   already  complied  with  the 

t  of  the   consent  decree   requiring  them   to   get  out  of  the 

rocery  business,  although  the  decree  was  not  in  force.    In  the 

last  six  months,  by  reason  of  that  decree,  Swift  &  Co.'s  tonnage 

e  said,  has  fallen  off  19,000,000  pounds  because  they  had  not 

had  the  interdicted  articles  to  load  in  their  cars 

Luther  M.  Walter  wanted  to  know  what  kind  of  an  admin- 
Lion  there  was  in  the  Department  of  Justice,  when  in  the 
e   of   the   transportation   law     tt   forced   the   big   packers   to 
gree  to  an  arrangement  that  caused  a  waste  of  transportation 
Quoting  to  19.000,000  pounds  in  six  months.     He  wanted  to 
know  of  what   effect   was  that  part  of  the  transportation  law 
that  rates  shall   be  made   to  give  5.5  or  6  per  cent  to 
ilroads    "efficiently    managed"    when    one    department    of   the 
?rnment.   not   charged   with   any  duty  in   that  respect,   was 
allowed   to   force  a   waste   of  that   kind.     He   said   that   if  the 
"ocers   shipped    the   19.000.000   pounds   of   freight   which    Swift 
Co.  were  not  allowed  to  handle,  the  railroads  were  put  to  ex- 
tense,  berausp  when  Swift  &  Co.  were  allowed  to  handle 
«rocerl«.  they  loaded  the  freight  into  the  cars.     The  Bro  "ers 
as  a  rule,  he  said,  take  their  freight  to  the  freight  houses. 


Answering  Commissioner  Potter  he  said  that  undoubtedly 
the  loading  of  merchandise  cars  was  improved  but  he  added 
that  the  same  number  of  peddler  cars  was  used  and  probably 
the  number  of  merchandise  cars  was  increased,  so  there  was 
a  loss  of  transportation  and  an  increase  in  cost  to  the  carrier. 
He  suggested  that  the  consumer  had  some  interest  in  this  mat- 
ter because  he  pays  the  bills. 

"I  do  not  agree  with  Mr.  Burgess  in  his  remarks  about 
the  rule  in  the  Leland  tariff,"  said  Walter.  "That  rule  was  pre- 
scribed by  this  Commission  and  I  think  it  is  a  good  one.  The 
carriers,  of  course,  did  not  want  it,  but  this  Commission  thought 
it  should  be  put  in. and  we  agree  that  it  should  remain." 

In  behalf  of  the  southern  carriers,  N.  W.  Proctor  said  they 
had  specialized  in  giving  a  frequent  and  expedited  merchandise 
service  so  that  the  southern  wholesale  grocers  had  really  no 
complaint.  They  had  more  favorable  mixtures  than  the  packers 
and  the  testimony  proved  that  there  were  more  merchandise 
trains  than  trains  carrying  peddler  cars..  The  grocers,  he  said, 
also  had  the  advantage  of  the  packers  in  the  minima.  In  fact, 
it  might  be  inferred  from  what  he  said  that  the  packers  had 
grounds  for  complaint. 

Mr.  Rynder  said  that  because  he  loads  and  ices  the  cars, 
the  packer  is  at  a  disadvantage  of  25  cents  per  100  pounds  with 
the  grocer  in  sending  out  grocery  items,  without  allowing  any- 
thing for  overhead.  Answering  questions,  he  said  he  thought 
the  packers  were  able  to  compete  with  the  grocers  in  many  lines 
because  they  were  also  manufacturers,  while  the  grocers  were 
middlemen  as  to  everything  they  ship.  But  he  said  he  did  not 
want  to  make  general  statements  positively  because  he  really 
did  not  know.  In  the  case  of  5,500  cars  the  service,  in  time 
used  in  transit,  was  equal  on  peddler  and  merchandise  cars. 
On  2,500,  roundly  speaking,  he  said,  the  packers  had  an  ad- 
vantage, and  an  2,500  the  grocers  had  an  advantage.  In  one 
week  15,000  merchandise  cars  are  dispatched  from  Chicago  and 
only  253  peddler  cars. 

H.  K.  Crafts  for  Armour  &  Co.  said  the  packers  had  pro- 
posed a  new  mixing  rule  confining  the  mixture  to  the  edible 
products  of  animal  slaughtering  and  .to  substitutes  for  lard, 
which  are  not  products  of  animal  slaughter. 

"Why  should  not  glue  be  included?"  asked  Commissioner 
Potter. 

Crafts  said  that  while  glue  is  a  product  of  animal  slaughter, 
the  packers,  in  proposing  a  new  rule,  thought  they  should  con- 
fine themselves  to  the  edible  products  of  animal  slaughter  so  as 
to  avoid  any  further  conflicts  with  the  grocers. 

Walter  E.  McCornack,  in  behalf  of  the  interior  Iowa  pack- 
ers said  there  was  little  evidence  relative  to  the  Iowa  situation — 
in  fact,  so  little  that  no  order  should  be  issued  against  carriers 
serving  Iowa  packers.  He  said  that  the  interior  Iowa  packers, 
except  Sinclair  &  Company,  had  not  entered  into  any  consent 
decree  with  the  Department  of  Justice  to  retire  from  the  grocery 
business  and  that  they  did  not  intend  to  do  so — in  fact,  they 
intended  to  increase  their  business.  He  argued  his  case  on  the 
facts  saying  that  the  packers  did  not  have  any  better  service 
than  the  grocers;  he  then  argued  on  the  law,  that  even  if  the 
packers  did  have  a  better  service  on  groceries  than  wholesale 
grocers  had  on  groceries,  even  then  relief  should  not  be  granted 
because  the  public  was  benefited. 

He  further  said  that  if  there  was  any  discrimination  it  was 
not  unjust  and  unlawful  for  the  following  reasons: 

1.  Placing  groceries  in   refrigerator  cars  straight  f''om   the   PJI ek- 
ing   plants    rather    than    sending    the    groceries    through    the    freight 
house   saves   the   carrier  money,   and   it    is   the   most    economical    way 
of   handling    the    business.      The    act    to    regulate    commerce    requires 
the  carriers  to  transact  business  economically  and  efficiently;   it   not 
only  aided  car  efficiency  but  relieved  freight  houses. 

2.  It  saves   the   retailer   money   because   he   can  have   his   meats 
and  groceries  come  at  the  same  time.     Some  of  them  are  miles  from 
a  railroad,     it  saves  one  drayage  trip  each  time.     Retailers  are  ship- 
ping and  have  standing  before  the  Commission. 

3.  If   there   is   any   expedition   this   expedition    is   for   the   benefit 
of  the   public  generally.     The  groceries  help   the   meat   and   the   meat 
helps   the  groceries  in   getting  service   for   both. 

4.  Carriers  offer  the  same  service  to  the  grocers. 

Mr.  Boyle  said  the  smaller  packer  needed  the  peddler  car 
more  than  the  big  one  did  because  he  had  no  branch  houses. 
In  the  case  of  one  Iowa  packer  who  kills  only  hogs,  a  corn- 
canning  plant  is  to  be  added  to  the  hog  killing  plant  so  as  to 
keep  the  labor  in  that  small  city  the  year  round  and  have  it 
ready  for  the  heavy  killing  season  without  any  addition  to  the 
selling  force  or  the  overhead.  He  said  that  packer  was  not 
going  to  pay  any  attention  to  the  consent  decree  issued  against 
the  big  packers  because  he  knew  of  no  law  saying  he  might  not 
use  a  force  for  canning  corn  in  the  summer  and  killing  hogs  in 
the  winter. 

Mr.  Thorne  closed  the  argument.  He  called  attention  to 
many  statements  of  fact  made  by  the  attorneys  for  the  pack- 
ers which  he  said  were  erroneous.  He  denied  that  the  issue  had 
narrowed  down  to  the  peddler  car,  saying  that  the  record  con- 
tained much  testimony  as  to  the  disadvantage  of  the  grocer  in 
competing  with  the  packers  in  their  straight  carload  shipments. 

Our  Washington  office  is  your  Washington  office  if 
you  are  a  DAILY  TRAFFIC  WORLD  subscriber. 
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U.  S.  Supreme  Court  Decisions 


SILK    CLASSIFICATION    CASE 

"The  importance  to  the  commerce  of  the  country  of  the  ex- 
clusive initial  jurisdiction  which  Congress  has  committed  to 
the  Interstate  Commerce  Commission  need  not  be  repeated  and 
c-Mimot  be  overstated,  and,  concluding  as  we  do,  that  the  case 
falls  plainly  within  that  jurisdiction,  the  question  asked  by  the 
Circuit  Court  of  Appeals  must  be  answered  In  the  negative," 
said  Associate  Justice  Clarke  of  the  United  States  Supreme 
Court,  January  3,  in  disposing  of  No.  424,  Director-General  of 
Railroads  et  al.  vs.  The  Viscose  Company. 

Justice  Clarke  said  that  silk,  artificial  and  natural,  had  been 
accepted  by  the  carriers  for  transportation  as  freight  for  many 
years  prior  to  the  action  which  gave  rise  to  the  question  which 
tin1  United  States  Circuit  Court  of  Appeals  for  the  Third  Circuit 
had  certified  to  the  Supreme  Court  for  answer,  and  that  the 
commodity  had  been  classified  in  tariffs  as  first  class. 

January  21,  1920,  Director-General  Hines  authorized  a 
supplement  amending  Rule  3  of  Consolidated  Classification 
No.  1  so  that  silk,  natural  or  artificial,  would  be  included  in 
articles  that  would  not  be  accepted  for  shipment.  The  supple- 
ment was  filed  with  the  Commission  on  January  28,  1920,  to  be- 
come effective  February  29  of  that  year. 

The  Viscose  Company,  extensive  manufacturers  of  artificial 
silk,  alleged  irreparable  injury  would  result  to  it  If  the  tariff 
became  effective  and  sought  and  obtained  a  temporary  injunc- 
tion, which  was  later  made  permanent,  in  the  District  Court  of 
the  United  States  for  the  Eastern  District  of  Pennsylvania,  re- 
straining the  Director-General  and  other  appellants  from  putting 
the  provisions  of  the  supplement  into  operation  and  also  from 
refusing  to  accept  the  Viscose  Company's  product  for  ship- 
ment as  freight.  An  appeal  from  the  District  Court  brought 
the  case  to  the  Circuit  Court  of  Appeals,  which  certified  the  fol- 
lowing question  to  the  Supreme  Court  for  answer:  "Did  the 
District  Court  have  purisdiction  to  decide  the  matter  raised  by 
complainant's  bill  and  thereupon  to  annul  the  said  action  of  the 
Director-General  of  Railroads  and  enjoin  the  carriers  from  com- 
plying therewith?" 

Justice  Clarke  said  the  appellants  (the  Director-General  and 
carriers)  contended  that  exclusive  initial  jurisdiction  over  the 
controversy  involved  was  in  the  Interstate  Commerce  Commis- 
sion and  that  appellees  should  have  applied  to  that  tribunal  for 
relief.  They  further  contend  that  the  action  of  the  Director- 
General  constituted  a  change  in  regulation  and  in  classification 
and  that,  therefore,  the  Commission  had  jurisdiction.  The  ap- 
pellees argued  that  for  the  common  carriers  to  exclude  a  com- 
modity from  their  tariffs  and  to  refuse  to  accept  it  for  ship- 
ment was  neither  classification  nor  regulation  and  that  a  ques- 
tion for  the  courts  to  decide  was  presented. 

"To  exclude  a  commodity  from  all  classes  is  classification 
of  it  in  as  real  a  sense  and  with  as  definite  effect  as  to  include 
it  in  any  one  of  the  usual  classes,"  said  Justice  Clarke. 

The  court  cited  the  parts  of  the  act  to  regulate  commerce 
and  numerous  court  decisions  in  support  of  the  finding  that  the 
District  Court  had  no  initial  jurisdiction  over  the  subject  matter 
of  the  Viscose  Company's  complaint. 

SOUTHERN    PACIFIC    WINS 

The  Southern  Pacific  Company  won  its  case  in  the  United 
States  Supreme  Court,  January  3,  in  which  the  court  reversed 
lower  courts  for  sustaining  a  verdict  and  judgment  against 
the  Southern  Pacific  and  in  favor  of  the  estate  of  W.  A.  Linder, 
an  engineer. employed  by  the  Southern  Pacific,  who  was  killed 
by  being  struck  by  the  end  of  a  mail  crane  as  the  engine  passed 
by.  Linder  was  in  service  between  El  Paso,  Tex.,  and  Deming, 
N.  Mex.  The  Supreme  Court  held  that  Linder,  who  had  been 
over  the  route  many  times,  knew  of  the  presence  of  the  mail 
crane,  and  that  in  looking  out  of  his  cab  window  had  assumed 
the  risk  of  injury.  The  court  said  in  effect  that  if  the  jury  had 
not  permitted  sentiment  to  enter  into  its  finding  it  would  have 
decided  the  company  was  not  liable  for  the  injury  which  caused 
the  engineer's  death. 

ERIE   GRADE  AT   PATERSON,  N.  J. 

The  United  States  Supreme  Court,  in  Nos.  34  and  34,  Erie 
Railroad  Company  vs  Board  of  Public  Utility  Commissioners, 
City  of  Paterson,  N.  J.,  et  al.,  January  3,  sustained  an  order 
requiring  the  Erie  to  change  its  grade  at  fifteen  places  in  the 
city  of  Paterson  where  the  Erie  crosses  that  number  of  streets. 
Under  the  order  the  Erie  was  required  to  place  its  track  under 
fourteen  of  the  crossings  and  over  the  street  at  the  remaining 
crossing. 

The  Erie  appealed  from  the  order,  contending  it  did  not 
have  the  assets  to  make  the  changes,  which  were  estimated  to 
cost  $2,000,000,  at  least  without  interfering  with  the  proper  de- 


velopment of  Its  Interstate  commerce.  It  further  contended  that 
the  hearing  before  the  city  board  did  Justify  the  finding  that 
the  crossings  were  dangerous  to  the  public. 

The  lower  courts  justified  the  order.  The  Supreme  Court 
affirmed  these  judgments,  holding  the  board  was  justified  In 
making  the  order. 

VEGETABLE   LOSS  CLAIM    FAILS 

The  Supreme  Court  of  the  United  States,  January  3,  affirmed 
the  lower  court  in  No.  118,  A.  L.  Bracht  vs.  the  San  Antonio 
&  Aransas  Pass,  for  refusing  to  allow  Bracht  to  recover  against 
the  carrier  for  damage  to  a  carload  of  vegetables.  Bracht 
shipped  vegetables  from  Ingleside  to  Dallas,  Tex.,  over  the  San 
Antonio  &  Aransas  Pass  and  the  M.  K.  &  T.  on  a  bill  of  lading 
on  the  face  of  which  was  plainly  printed:  "For  use  only  between 
points  within  state  of  Texas."  Bracht  expected  to  sell  the  vege- 
tables in  Dallas,  but  did  not  and  directed  the  M.  K.  &  T.  to 
forward  the  car  to  Kansas  City.  The  carrier  took  up  the  origi- 
nal bill  of  lading  and  issued  an  interstate  bill.  The  vegetables 
were  received  in  bad  condition  at  Kansas  City  and  Bracht  sued 
the  San  Antonio  &  Aransas  Pass  as  the  Initial  carrier,  claiming 
the  right  to  recover  under  the  Carmack  amendment.  The  lower 
court  held  that  the  carrier  had  agreed  to  transport  the  ship- 
ment to  Dallas  and  was  not  liable  for  damages  sustained  beyond 
that  point. 

The  U.  S.  Supreme  Court  says  neither  shipper  nor  carrier 
had  in  contemplation  any  movement  beyond  the  point  specified 
and  the  contract  between  them  must  be.  determined  from  the 
original  bill  of  lading  and  local  laws  and  regulations.  There- 
fore, it  held  against  Bracht. 


CLAYTON   ANTI-TRUST  ACT 

The  Traffic   World   Washington  Bureau 

Chairman  Clark  and  Commissioner  Meyer  of  the  Interstate 
Commerce  Commission,  appeared  before  a  sub-committee  of  the 
Senate  committee  on  interstate  commerce,  January  5,  at  the 
opening  of  hearings  on  the  Frelinghuysen  bill  (S.4576)  which 
provides  for  repeal  of  Section  10  of  the  Clayton  anti-trust  act 
and  for  modification  of  the  underlying  principle  of  Section  10. 
They  testified  only  briefly,  however,  it  being  decided  that  the 
Commission  should  have  time  to  give  its  mature  judgment  on 
the  proposed  legislation  and  it  was  arranged  that  they  should 
return  January  12. 

The  Senate  committee  on  interstate  commerce  met  Janu- 
ary 4  and  considered  what  action  should  be  taken  with  respect 
to  the  veto  by  the  President  of  the  bill  extending  the  effective 
date  of  Section  10  and  the  proposed  legislation.  No  definite 
conclusion  was  reached  with  regard  to  the  veto  matter  but  Sena- 
tor Townsend,  of  Michigan,  who  is  acting  chairman  of  the  com- 
mittee in  the  absence  of  Senator  Cummins,  who  is  in  Florida, 
said  it  was  probable  that  no  effort  would  be  made  to  override 
the  veto  but  that  steps  would  be  taken  looking  toward  the  en- 
actment of  the  proposed  bill  in  such  form  as  may  finally  be  de- 
cided upon. 

The  Senate  committee  decided  to  appoint  a  sub-committee 
composed  of  Senator  Townsend,  Senator  Kellogg,  of  Minnesota: 
Senator  Poindexter  of  Washington;  Senator  Smith  of  South 
Carolina,  and  Senator  Stanley  of  Kentucky,  to  hold  hearings  on 
the  question  of  modifying  Section  10. 

A  reference  by  Senator  Townsend  to  the  speech  of  Repre- 
sentative Huddleston,  of  Alabama,  in  the  House,  December  31, 
on  the  transportation  act  and  Section  10  of  the  Clayton  act, 
brought  from  Chairman  Clark  an  explanation  of  what  steps  the 
Commission  is  taking  as  to  the  matter  of  railroad  companies  con- 
tracting for  repair  work  in  outside  shops.  Senator  Townsend 
said  Huddleston's  statement  'had  evidently  been  prepared  for 
him"  and  that  he  wished  the  commissioners  would  look  it  over  in 
connection  with  giving  their  views  on  the  Frelinghuysen  bill. 

Chairman  Clark  then  said  that  some  weeks  ago  information 
had  reached  the  Commission  that  railroads  were  sending  loco- 
motives to  outside  repair  shops  and  that  the  expense  of  the  re- 
pairs were  substantially  higher  than  it  would  have  been  If  the 
work  had  been  done  in  the  railroad  shops.  He  said  the  accounts 
of  two  roads  had  been  checked  up  and  that  this  seemed  to  es- 
tablish the  fact  that  the  cost  of  repairs  made  in  the  outside 
shops  was  exceeding  the  cost  in  the  railroad  shops.  The  Com- 
mission then  called  on  the  presidents  of  a  number  of  roads  for 
statements  In  regard  to  the  matter,  Mr.  Clark  said.  Some  rr- 
plied  that  the  figures  were  not  final  nor  accurate;  others  said 
the  comparisons  made  were  not  fair  because  the  figures  for  the 
outside  shop  work  Included  overhead  while  those  for  railroad 
shop  work  did  not,  and  some  of  the  presidents  replied  that  they 
needed  additional  motive  power  and  that  as  they  could  not  do 
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all  the  necessary  work  in  their  own  shops  they  had  felt  justi- 
fied In  incurring  the  additional  expense.  Chairman  Clark  said 
the  Commission  was  making  a  thorough  investigation  to  get 
the  facts. 

Discussing  this  situation  in  connection  with  Section  10,  Mr. 
Clark  said  that  even  in  the  face  of  those  facts  it  was  still  to 
be  determined  whether  there  would  have  been  any  violation  of 
Section  10  if  it  had  been  operative.  He  said  unless  the  work 
had  been  let  to  repair  companies  which  were  connected  with 
the  railroad  companies,  there  would  have  been  no  violation  of 
the  law. 

Commissioner  Meyer  said  he  approved  the  principle  of  Sec- 
tion 10  of  the  Clayton  act.  He  believed  that  the  Frelinghuysen 
bill  with  certain  changes  would  be  acceptable  but  he  made  no 
recommendation  that  it  should  be  enacted  into  law.  He  ex 
plained  he  had  not  studied  the  bill. 

Both  Commissioners  Meyer  and  Clark  called  attention  to  a 
part  of  the  Frelinghuysen  bill  which  they  said  would  nullify  the 
rest  of  the  measure  if  it  were  left  in  the  bill.  This  part  of  the 
bill  provides  that  the  law  shall  not  deprive  "a  carrier  of  the 
right  to  exercise  an  honest  business  discretion  in  determining 
which  bid,  under  all  of  the  circumstances  of  the  case,  is,  by 
reason  of  the  responsibility  of  the  bidder  or  otherwise,  most 
favorable  to  its  interest;  nor  to  prevent  it,  after  having  taken 
competitive  bids,  for  negotiating  with  one  or  more  of  the  bid- 
ders, without  further  competitive  bidding,  to  reduce  the  price 
or  to  secure  more  favorable  terms  or  a  more  favorable  contract, 
or  from  accepting  a  better  offer  so  arrived  at;  nor  from  enlarg- 
ing or  reducing  the  quantity  of  the  proposed  purchase  or  work 
at  a  price  arrived  at  by  competitive  bidding  or  otherwise  as 
permitted  in  this  paragraph." 

Chairman  Clark  said  there  should  be  a  wholesome  limita- 
tion on  such  acts  or  alleged  acts  which  led  up  to  the  enactment 
of  Section  10  and  that  deals  which  do  not  contribute  to  proper 
financing  should  be  prevented  but  that  on  the  other  hand  the 
provisions  should  not  be  so  extreme  as  to  prevent  the  carrying 
out  of  the  terms  of  the  transportation  act.  He  said  that  act 
and  section  10  were  not  in  harmony  as  the  transportation  act 
contemplated  expansion  rather  than  curtailment  of  consolida- 
tions of  railroad  companies. 

Chairman  Clark  aaifl  he  believed  thnrniiE;hlv  in  the  con- 
solidation principles  of  the  transportation  act  as  a  few  big  sys- 
tems or  railroads  could  be  operated  more  economically  'ana  in 
tin-  public  interest  than  a  great  many  railroads  could  b'e 
operated.  He  further  said  he  regarded  it  good  business  for  the 
parent  company  to  buy  supplies  in  large  quantities  and  sell  to 
its  subsidiaries  at  the  same  price  for  which  it  bought. 

"That  would  be  prohibited  by  Section  10,"  said  Senator 
Kellogg. 

Chairman  Clark  said  it  would  unless  bids  were  received  by 
the  subsidiaries,  so  that  the  parent  company  would  be  in  the 
position  of  any  other  seller  of  supplies. 

Commissioner  Meyer  believed  the  Commission  should  have 
the  authority  to  investigate  what  might  appear  to  be  a  techni- 
cal violation  of  the  law  and  make  recommendations  in  such 
instances  to  the  Department  of  Justice. 

In  an  exchange  of  questions  between  Commissioner  Meyer 
and  Senator  Kellogg  as  to  the  power  of  the  Commission  to 
supervise  issuance  of  securities  by  carriers,  the  commissioner 
said  only  experience  would  show  whether  the  transportation 
act  gave  the  Commission  sufficient  supervisory  powers  over 
securities  so  that  the  interests  of  the  public  would  be  fully 
protected.  Senator  Kellogg  said  he  would  be  glad  to  have  any 
recommendations  that  would  strengthen  the  law. 

Chairman  Clark  said  the  principle  of  Section  10  had  the 
approval  of  the  Commission. 

Among  those  expected  to  appear  before  the  sub-committee 
were  Alfred  P.  Thorn,  general  counsel  of  the  Association  of 
Railway  Executives;  Glenn  E.  Plumb,  for  the  organized  railway 
employes;  W.  H.  Johnston,  of  the  machinists,  and  possibly  other 
railroad  labor  leaders. 

The  Frelinghuysen  bill  is  as  follows: 

To  amend  the  Interstate  Commerce  Act  by  adding  at  the  end  of 
0"20aAa,1ew  Pa"«™P»>.  and  to  repeal  Section  ?o  of  an  Act  en- 
nd   mn™  A«l  t0  8uPP'ement  existing  laws  against  unlawful  restraints 
and  monopolies    and  for  other  purposes,"  approved  October  15.   1914 
Kress  assembled?     V  6"ate  and  H°Use  of  representatives  iA  Con- 

Section   1.    That  the  Interstate  Commerce  Act  be    and  the 
hicfrrhllfX^'^Uows116  ""  <*  SeCtl°"  ™*l»™ 
:!'         MrtS'S'  « 


wise,  by  the  Interstate  Commerce  Commission.  It  shall  be  lawful 
for  any  common  carrier  or  person  when  in  doubt  as  to  what  consti- 
tutes a  substantial  interest  within  the  meaning  of  this  paragraph  to 
apply  to  the  Interstate  Commerce  Commission  for  a  ruling  in  respect 
thereto,  and  in  case  of  such  application  the  Interstate  Commerce  Com- 
mission is  required  to  pass  upon  the  question  and  is  authorized  to 
finally  decide  the  same. 

No  common  carrier  engaged  in  commerce  shall,  when  it  has  upon 
its  Board  of  Directors,  or  as  its  President  or  General  Manager,  any 
person  who  is  at  the  same  time  a  director,  president  or  general  man- 
ager of  another  common  carrier  corporation,  charge  such  other  com- 
mon carrier  corporation  for  supplies  or  other  articles  of  commerce 
a  price  in  excess  of  that  at  which  similar  articles  are  concurrently 
charged  out  by  it  for  operating  purposes  with  the  addition  thereto 
of  proper  transportation  charges. 

No  bid  shall  be  considered  unless  the  names  and  addresses  of 
the  officers,  directors  and  general  managers  thereof,  if  the  bidder  be 
a  corporation,  or  the  members,  if  the  bidder  be  a  partnership  or  firm, 
be  given  with  the  bid. 

Any  person  who  shall,  directly  or  indirectly,  do  or  attempt  to 
do  anything  to  prevent  anyone  from  bidding,  or  who  shall  do  any 
act  to  prevent  free  and  fair  competition  among  the  bidders  or  those 
desiring  to  bid  shall  be  punished  as  prescribed  in  this  paragraph  in 
the  case  of  an  officer  or  director. 

This  paragraph  shall  not  apply  where  no  competition  is  possible  by 
reason  of  the  fact  that  the  article  of  the  special  type  or  character 
desired,  or  the  desired  supply,  can  be  had  only  of  a  single  maker  or 
seller  at  the  point  required;  nor  shall  it  deprive  a  carrier  of  the  right 
to  exercise  an  honest  business  discretion  in  determining  which  bid, 
under  all  of  the  circumstances  of  the  case,  is,  by  reason  of  the  re- 
sponsibility of  the  bidder  or  otherwise,  most  favorable  to  its  interest; 
nor  to  prevent  it,  after  having  taken  competitive  bids,  from  nego- 
tiating with  one  or  more  of  the  bidders  without  further  competitive 
bidding,  to  reduce  the  price,  or  to  secure  more  favorable  terms,  or  a 
more  favorable  contract,  or  from  accepting  a  better  offer  so  arrived 
at;  nor  from  enlarging  or  reducing  the  quantity  of  the  proposed  pur- 
chase or  work  at  a  price  arrived  at  by  competitive  bidding  or  other- 
wise as  permitted  in  this  paragraph. 

This  paragraph  shall  not  apply  to  dealings  between  a  common 
carrier  and  a  non-carrier  corporation  or  company,  where  such  non- 
carrier  corporation  or  company  is  controlled  by  it  though  stock  own- 
ership, lease,  or  otherwise,  or  in  which  it  alone,  or  together  with 
another  or  other  common  carriers,  has  a  stock  interest  amounting 
to  as  much  as  one-half  of  the  outstanding  stock  or  between  a  com- 
mon carrier  and  such  non-carrier  corporation  or  company  controlled 
by  common  stock  ownership,  or  between  a  common  carrier  holding 
company  and  its  controlled  non-carrier  corporations  or  companies. 
Such  a  common  carrier  is  prohibited  from  purchasing  supplies  or 
other  articles  of  commerce  from  any  such  non-carrier  corporation  or 
company  without  the  assent  and  approval  of  a  different  price  by  the 
Interstate  Commerce  Commission,  at  a  price  exceeding  the  then  mar- 
ket value  thereof,  at  the  time  and  place  of  delivery. 

Every  such  common  carrier  having  any  such  dealings  or  making 
any  such  contracts  required  hereby  to  be  made  by  competitive  bidding, 
shall,  for  such  time  as  the  Interstate  Commerce  Commission  shall  re- 
quire, preserve  in  its  office,  subject  to  the  inspection  of  the  Interstate 
Commerce  Commission,  a  full  and  detailed  record  of  the  transaction, 
showing  the  manner  of  competitive  bidding,  who  were  the  bidders, 
and  the  names  and  addresses  of  the  directors  and  officers  of  the 
corporations  and  the  members  of  the  firm  or  partnership  bidding; 
and  whenever  the  said  Commission  shall,  after  investigation  or  hear- 
ing, have  reason  to  believe  that  the  law  has  been  violated  in  and 
about  the  said  dealings  or  transactions,  it  is  authorized  to  refer  the 
matter  and  its  own  views  or  findings  thereon  to  the  Attorney  General. 

If  any  common  carrier  shall  violate  this  paragraph,  it  shall  be 
fined  not  exceeding  $25,000;  and  every  such  director,  agent,  general 
manager  or  officer  thereof,  who  shall  vote  for  or  direct  the  act,  know- 
ing that  it  constitutes  such  violation,  or  who  shall  have  knowingly 
aided  or  abetted  in  such  violation,  shall  be  deemed  guilty  of  a  mis- 
demeanor, and  shall  be  fined  not  exceeding  $5,000,  or  confined  in  jail 
not  exceeding  one  year,  or  both,  in  the  discretion  of  the  court. 

Section  2.  Section  10  of  an  Act  entitled  "An  Act  to  supplement 
existing  laws  against  unlawful  restraints  and  monopolies,  and  for 
other  purposes,"  approved  October  15,  1914,  is  hereby  repealed 

Section  3.     This  Act  shall   be  enforced  from   its  passage. 

Just  what  action  would  be  taken  by  Congress  in  regard  to 
the  veto  message  of  President  Wilson  on  the  bill  extending  the 
effective  date  of  section  10  of  the  Clayton  anti-trust  act  ap- 
peared somewhat  doubtful  when  the  House  and  Senate  resumed 
their  sessions  January  3. 

When  the  veto  message  was  read  in  the  Senate,  December 
30,  Senator  LaFollette  of  Wisconsin,  who  is  known  as  an  op- 
ponent of  further  extension  of  the  effective  date  of  the  section, 
asked  unanimous  consent  that  the  veto  message  and  the  bill 
"may  lie  on  the  table,  to  be  taken  up  at  the  convenience  of  the 
Senate."  There  was  no  objection. 

Senator  Kellogg  of  Minnesota,  speaking  briefly  on  section 
10,  said  as  he  had  understood  the  situation  the  plan  had  been 
to  extend  the  effective  date  so  that  amendments  which  would 
not  destroy  the  principle  of  the  legislation  but  would  make  it 
workable,  could  be  undertaken  at  the  present  session. 

The  protest  against  the  bill  extending  the  effective  date  of 
the  section,  lodged  by  W.  H.  Johnston,  president  of  the  Interna- 
tional Association  of  Machinists,  is  believed  to  have  impressed 
the  President.     Johnston  charged  that  the  bill  simply  legalized 
a  great  steal  from  the  American  people  for  another  year." 

The  veto  had  the  effect  of  bringing  into  operation,  on  Jan- 
uary 1,  section  10  and  the  rules  prescribed  by  the  Commission 
on  October  4,  1920,  for  its  enforcement.  The  section  applies  to 
I'1  transactions  for  construction  or  maintenance  amounting  to 
150,000  a  year,  or  more.  The  rules  say  how  the  transactions 
shall  be  carried  on  by  and  between  companies,  firms,  or  associa- 
tions in  which  there  is  an  intermingling  of  interests. 

At  no  time  have  the  railroad  companies  objected  to  the  re- 
quirements of  the  law  except  where  they  make  it  obligatory 
on  the  part  of  parent  and  subsidiary  corporations  to  carry  on 
their  work  on  the  public  bid  basis.  They  objected  to  that  on 
the  ground  that  requiring  public  bidding  afforded  opportunity  for 
erations  akin  to  blackmail.  For  instance,  when  the  manage- 
ment of  the  Pennsylvania  system  desires  to  build  locomotives 
in  the  Pennsylvania  system  shop  at  Altoona,  for  use  on  the 
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New  York,  Philadelphia  &  Norfolk  part  of  that  system,  it  must 
mil  for  bids  from  other  locomotive  builders  and  go  through  all 
tin-  red  tape  of  public  bidding  simply  because,  on  account  of 

ue   state   law,   the   Pennsylvania   Railroad   Company,  as  the 
owner  of  ih(>  Alloona  shops,  cannot  eliminate  the  separate  cor- 
i  inn  that  technically  owns  the  part  of  the  system  between 
riiil:uli'l|>hi;i  and  Cape  Charles,  Va. 

A i  the  big  hearing  on  the  subject  in  191G,  Alfred  P.  Thorn 
pointed  out,  that  the  law  offers  opportunities  to  outsiders  to  take 
steps  looking  toward  the  disintegration  of  systems  of  railroads. 
Since  i h<<n  the  policy  established  in  the  transportation  law  is  to 
force  consolidations  of  railroads.  In  the  case  of  engines  from  the 
Altoon;i  shops,  it.  has  been  pointed  out,  outside  locomotive  builders, 
for  purposes  of  their  own,  might  submit  bids  considerably  below 
cost  of  construction,  with  the  idea  that  sooner  or  later  the 
Pennsylvania  officials  would  be  forced  to  the  conclusion  that  it 
was  not  worth  while  to  build  locomotives  at  the  Altoona  shops, 
and  that  it  would  be  cheaper  for  the  company  to  scrap  the  Al- 
toona shops,  rather  than  try  to  prove  that  the  low  bids  of  the 
outside  builders  were  made,  not  because  they  were  really  able  to 
do  the  work  cheaper,  but  because  they  considered  it  good  policy 
to  force  the  Pennsylvania  out  of  the  business  of  building  engines 
for  itself  and  its  subsidiaries. 

Tinier  the  rules  laid  down  by  the  Commission  in  the  amend- 
ed order  of  October  4,  1920,  transactions  between  companies 
owned  by  the  same  interest,  but  still  technically  separate  entitles, 
will  have  to  be  on  the  arm's  length  basis  that  exists  between 
buyer  and  seller. 

The  railroad  executives  several  times  have  convinced  the  in- 
terstate commerce  committees  of  the  two  houses  of  Congress 
that  the  law  should  not  apply  to  transactions  between  parent 
and  subsidiary  corporations.  Congress  extended  the  effective 
date  of  the  section  from  time  to  time  because  the  committees 
were  convinced  that  the  good  to  be  accomplished  was  of  lesser 
value  than  the  cost  of  carrying  on  transactions  in  the  way  the 
law  says. 

The  objection  of  the  machinists,  it  is  suspected,  was  raised 
with  a  view  to  forcing  the  railroads,  as  the  price  of  peace,  to 
agree  to  do  all  their  repair  work  in  their  own  shops.  Some  of 
them  have  let  their  repair  work  out  on  contracts,  because  they 
said  it  could  be  done  cheaper  by  outside  plants,  not  operating 
under  the  terms  of  the  national  agreement  put  on  the  railroads 
by  the  Railroad  Administration.  If  the  railroad  companies  are 
permitted  to  contract  for  repairs  with  outside  shops  the  national 
agreement  made  by  the  Railroad  Administration  with  the  labor 
organizations,  will  have  nothing  to  work  on.  Furloughs  for  rail- 
road shop  machinists  have  resulted  from  the  contracts  for  repairs 
by  outside  shops.  The  furloughed  machinists  insinuate  that  the 
contracts  were  not  made  in  good  faith,  but  merely  to  break  up 
their  organization,  if  not  to  enable  railroad  officials  to  graft 
profits  from  the  transaction. 

The  opposition  of  organized  labor  to  the  measure,  as  voiced 
by  W.  H.  Johnston,  president  of  the  International  Association 
of  Machinists,  it  was  expected,  will  be  reflected  on  the  floors 
of  the  House  and  Senate. 

The  President's  veto  message  follows: 

"I  return  herewith  without  my  signature  Senate  Bill  No. 
4526,  amending  section  501  of  the  Transportation  Act,  by  ex- 
tending the  effective  date  of  section  10  of  the  Clayton  Act. 

"The  Clayton  Anti-Trust  Act  was  responsive  to  recommenda- 
tion which  I  made  to  the  Congress  on  December  2,  1913,  and 
January  20,  1914,  on  the  subject  of  legislation  regarding  the 
very  difficult  and  intricate  matter  of  trusts  and  monopolies.  In 
speaking  of  the  changes  which  opinion  deliberately  sanctions 
and  for  which  business  waits,  I  observed: 

It  waits1  with  acquiescence,  in  the  first  place,  for  laws  which  will 
effectually  prohibit  and  prevent  such  interlockings  of  the  personnel 
"i  the  directorates  of  great  corporations — hanks  and  railroads,  in- 
dustrial, commercial  and  public  service  bodies — as  in  effect  result  in 
ni;, king  those  who  borrow  and  those  who  lend  practically  one  and 
the  same,  those  who  sell  and  those  who  buy  but  the  same  persons 
trading  with  one  another  under  different  names  and  in  different 
combinations,  and  those  who  affect  to  compete  in  fact  partners  and 

''•re  of  some  whole  field  of  business.  Sufficient  time  should  be 
allowed,  of  course,  in  which  to  effect  these  changes  of  organization 
without  inconvenience  or  confusion. 

"This  particular  recommendation  Is  reflected  in  section  10 
of  the  Clayton  Anti-Trust  Act.  That  act  became  law  on  October 
15,  1914,  and  it  was  provided  that  section  10  should  not  become 
effective  until  two  years  after  that  date,  in  order  that  the  car- 
riers and  others  affected  might  be  able  to  adjust  their  affairs 
so  that  no  inconvenience  or  confusion  might  result  from  the 
enforcement  of  its  provisions.  Further  extensions  of  time, 
amounting  in  all  to  more  than  four  years  and  two  months,  have 
since  been  made.  These  were  in  part  due  to  the  Intervention 
of  federal  control,  but  ten  months  have  now  elapsed  since  the 
resumption  of  private  operation.  In  all,  over  six  years  have 
elapsed  since  this  enactment  was  put  upon  the  statute  book, 
so  that  all  interests  concerned  have  had  long  and  ample  notice 
of  the  obligations  it  imposes. 

"The  Interstate  Commerce  Commission  has  adopted  rules 
responsive  to  the  requirements  of  section  10.  In  deferring  the 
effective  date  of  section  10,  the  Congress  has  excepted  corpora- 
tions organized  after  January  12,  1918,  and  as  to  such  corpora- 
tions the  Commission's  rules  are  now  in  effect.  Therefore.  It 


appears  that  the  necessary  preliminary  steps  have  long  since 
been  taken  to  put  section  10  Into  effect,  and  the  practical  ques- 
tion now  to  be  decided  is  whether  the  partial  application  of 
those  rules  shall  be  continuel  until  January  1,  1922,  or  whether 
their  application  shall  now  become  general,  thus  bringing  under 
them  all  common  carriers  engaged  in  commerce,  and  at  last 
giving  full  effect  to  this  important  feature  of  the  act  of  October 
15,  1914. 

"The  grounds  upon  which  further  extension  of  time  is  asked, 
in  addition  to  the  six  years  and  more  that  have  already  elapsed, 
have  been  stated  as  follows: 

Tihnlt  me  carr-vi">-r  '"'"  <lftect  of  the  existing  provisions  of  Sec- 
tion 10  will  result  In  needless  expenditures  on  the  part  of  carriers 
m  many  Instances;  that  some  of  Its  provisions  are  unworkable,  and 

Hi,     chanced    status    of    the    carriers    ami    the    enactment    of 
transportation  act   require  a   revision   of  Section   10   in  order   to  mak. 
It  consistent  with  provisions  of  the  transportation  act. 

"When  It  is  considered  that  the  Congress  is  now  in  session 
and  can  readily  adopt  suitable  amendments  If  they  shall  be 
found  to  be  necessary,  such  reasons  for  further  delay  appear  to 
me  to  be  inadequate.  The  soundness  of  the  principle  embodied 
in  section  10  appears  to  be  generally  admitted.  The  wholesome 
effects  which  its  application  was  intended  to  produce  should 
no  longer  be  withheld  from  the  public  and  from  the  common 
carriers  immediately  concerned,  for  whose  protection  it  was 
particularly  designed." 

Hearing  on    Frelinghuysen   Bill 

Alfred  P.  Thorn,  general  counsel  of  the  Association  of  Rail- 
way Executives,  and  S.  T.  Bledsoe,  general  counsel  of  the  Santa 
Fe,  appeared  before  the  Senate  interstate  commerce  sub-com- 
mittee, January  6,  in  support  of  the  Frelinghuysen  bill,  which 
was  prepared  by  Mr.  Thorn. 

It  was  contended  by  Mr.  Thorn  that  the  proposed  law  would 
carry  into  effect  the  underlying  principles  of  section  10  of  the 
Clayton  act,  while  at  the  same  time  removing  the  unworkable 
provisions  of  that  section  and  also  eliminating  references  to 
securities  because  the  latter  were  under  the  supervision  of  the 
Commission  by  virtue  of  the  transportation  act. 

Mr.  Thorn  declared  that  if  section  10  were  continued  in 
effect  it  would  break  up  many  railroad  systems,  because  deal- 
ings between  parent  railroad  corporations  and  their  subsidiaries 
would  be  practically  prohibited. 

"We  are  not  trying  to  thwart  the  moral  principle  that  the 
buyer  and  the  seller  should  not  be  the  same  or  that  the  pur- 
chasing agent  of  a  corporation  should  not  have  a  fiduciary  in- 
terest in  the  company  from  which  he  buys  materials  and  sup- 
plies," said  he.  "This  bill  guards  that  principle.  It  merely 
makes  it  workable.  We  are  not  trying  to  overturn  the  under- 
lying principle  of  the  Clayton  act." 

Mr.  Bledsoe  also  said  he  believed  in  the  underlying  prin- 
ciples of  the  Clayton  act,  but  that  he  was  particularly  interested 
in  the  dealings  between  carriers  and  their  subsidiaries.  He 
said  he  did  not  think  Congress  intended  to  interfere  with  the 
dealings  between  such  companies.  He  explained  the  organiza- 
.  tion  of  the  Santa  Fe  and  its  subsidiaries.  The  Santa  Fe,  he 
said,  buys  practically  all  the  materials  and  supplies  for  all  the 
lines  of  the  system  at  the  best  prices  it  can  obtain.  The  sub- 
sidiary lines  are  billed  for  the  actual  cost  plus  a  small  handling 
charge,  he  added.  He  said  there  were  innumerable  minute 
transactions  between  the  parent  company  and  the  subsidiaries 
which  could  not  be  handled  by  competitive  bidding,  as  would 
be  required  if  the  letter  of  section  10  were  followed. 

"It  is  in  the  interest  of  the  public  that  this  great  system 
be  operated  as  a  unified  system,"  said  he. 

Questioned  by  members  of  the  committee  as  to  the  part 
of  the  bill  which  Commissioners  Clark  and  Meyer  said  would 
nullify  the  rest  of  the  bill,  Mr.  Bledsoe  said  he  did  not  enter- 
tain the  same  belief,  but  that  if  it  were  so  that  part  of  the  bill 
should  be  changed.  He  said  the  clause  in  question  had  been 
put  in  the  bill  for  the  purpose  of  keeping  open  the  right  of 
the  carrier  to  reject  all  bids  and  get  a  price  less  than  that 
of  the  lowest  bid  which  had  been  submitted  or  better  conditions 
in  the  contract,  if  possible.  He  said  the  experience  of  the  car- 
riers had  been  that  buying  by  the  competitive-bid  method' 
was  the  most  expensive  method  of  buying,  and  that  if  a  carrier 
had  an  efficient  purchasing  agent  it  could  often  get  a  better 
deal  by  negotiation. 

Chairman  Clark,  of  the  Commission,  who  attended  the  hear- 
ing, said  the  regulations  prescribed  by  the  Commission  under 
section  10  permitted  the  carriers  to  reject  all  bids,  but  Mr.  Thorn 
said  under  section  10  and  the  regulations  the  carrier  would 
have  to  advertise  for  new  bids.  Mr.  Bledsoe  said  he  could  not 
see  how  the  provision  in  question  would  be  against  the  public 
interest  or  adverse  to  the  interests  of  the  carrier. 

Mr.  Bledsoe  said  he  did  not  oppose  regulation  of  dealings 
between  railroad  companies  and  their  non-operating  subsidiary 
companies,  but  that  he  did  not  think  the  dealings  between  the 
parent  company  and  its  operating  subsidiaries  should  be  a  mat- 
ter for  regulation.  As  an  example  of  a  non-operating  subsidiary, 
he  referred  to  the  organization  of  an  oil  company  by  the  Santa 
Fe  to  insure  an  adequate  supply  of  fuel  oil  for  its  locomotives 
in  California 
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CUTS  IN  COMMISSION'S  ESTIMATES 

The  Traffic   World   Washington  Bureau 

The  reduction  of  over  $600,000  made  In  the  estimates  sub- 
mitted by  the  Interstate  Commerce  Commission,  to  the  House 
committee  on  appropriations,  as  recommended  by  the  House 
committee,  included  cuts  on  practically  every  item  embraced  in 
the  estimates 

The  Commission  asked  a  total  of  $2,160,000  for  salaries  of 
the  members  of  the  Commission  and  other  authorized  general 
expenses  and  the  committee  recommendation  was  $2,039,500. 
To  enforce  compliance  with  section  20  of  the  act  to  regulate 
commerce  and  other  sections  the  Commission  asked  $600,000,  and 
the  committee  recommended  an  appropriation  of  $500,000. 

For  carrying  out  the  safety  appliances  section  of  the  act, 
$350,000  was  asked  and  $313,600  was  recommended  by  the  com- 
mittee. For  the  bureau  of  safety  and  locomotive  inspection 
work  $325,000  was  asked  and  $290,000  recommended.  The  bu- 
reau of  valuation  asked  $2,000,000  and  the  committee  recom- 
mended $1,750,000. 

Organization  of  the  bureau  of  service  of  the  Commission 
will  involve  an  expenditure  of  $155,000,  Chairman  Clark  told 
the  committee  in  his  testimony  in  support  of  the  requests  for 
appropriations.  This  testimony,  given  in  executive  session,  has 
been  printed  and  was  made  available  with  the  submission  of  the 
committee's  report  to  the  House. 

Chairman  Clark  said  the  necessary  items  of  increase  for 
next  year  over  this  year  in  the  bureaus  of  service,  finance,  sta- 
tistics and  traffic,  and  on  account  of  stationery  expenses  con- 
nected with  the  work  in  the  other  offices,  aggregated  $350,477. 
This  money  comes  out  of  the  fund  for  general  expenses  and 
salaries  of  the  members  of  the  Commission. 

Discussing  the  "housing"  of  the  Commission's  forces,  Chair- 
man Clark  estimated  that  two-thirds  of  the  employes  were  In 
the  main  building  at  Pennsylvania  avenue  and  Eighteenth  street. 
He  said  the  plan  was  to  take  over  additional  space  in  the  Rail- 
road Administration  building  as  that  organization  relinquished 
space  therein. 

Chairman  Good  of  the  committee  called  attention  to  the 
fact  that  the  Commission  had  a  total  of  906  employes  in  1920 
and  that  for  1922  the  estimate  included  943  employes,  an  in- 
crease of  only  37  employes.  He  inquired  whether  the  estimate 
took  care  of  the  new  employes  necessary  to  carry  on  the  addi- 
tional work  created  by  the  transportation  act.  These  figures 
do  not  include  employes  in  the  bureau  of  valuation. 

"The  data  which  I  have  given  you  includes  all  the  employes 
that  we  estimate  for,"  said  Chairman  Clark,  "and  the  salaries 
are  those  which  have  already  been  authorized  for  the  places 
which  we  expect  to  continue.  Our  work  is,  in  the  main,  tech- 
nical, and  we  are  obliged,  in  order  to  get  any  efficient  men  at 
all,  to  pay  considerably  more  for  accountants  now  than  we  did 
before  the  war;  the  same  thing  is  true  of  tariff  men,  and  it  is 
true  of  practically  everything,  including  our  statistical  bureau. 
Now,  while  we  have  not  a  largely  increased  number  of  em- 
ployes, the  general  average  of  the  work  is  of  a  higher  grade 
and  the  salaries  would  average  more.  Our  effort  has  been  to 
reduce  the  number  as  far  as  possible,  but  we  have  been  obliged 
to  meet  the  competition  of  other  people  or  go  without  employes 

'if      till. 

Questioned  as  to  the  amount  requested  for  the  enforcement 
of  section  20,  which  relates  to  examination  of  carriers'  accounts 
and  bookkeeping,  Chairman  Clark  said  he  expected  that  in  the 
future  such  a  large  appropriation  would  not  be  required  for  that 
work,  but  that,  owing  to  matters  growing  out  of  federal  control 
the  work  at  present  was  heavy. 

"My  personal  judgment  is,"  said  he,  "that  after  the  bulk 
of  that  work  has  been  done  we  can  drop  back  to  more  nearly 
what  I  would  call  the  normal  organization  of  that  bureau 
although  it  would  depend  on  the  extent  to  which  it  is  deemed 
important  and  necessary  to  more  closely  inspect  accounting  by 
the  railroads.  We  have  not  proceeded  on  the  theory  that  we 
would  act  as  auditors  for  the  railroads  and  periodically  audit 
their  books,  because  we  could  not  do  that  without  thousands 
if  employes;  but  we  inspect  them  from  time  to  time,  just  as 
we  inspect  safety  appliances.  We  do  not  undertake  to  inspect 

y  car  every  day;  we  do  not  say  that  we  will  be  at  a  certain 
railroad  at  a  certain  time,  but  the  men  go  and  inspect  at  various 
times  and  keep  a  general  supervision  of  it.  We  try  to  econo- 
mize, and  we  think  we  do  economize,  in  the  accounting  work 
by  maintaining  branch  offices  at  some  important  centers  in  dif- 
ferent sections  of  the  country,  where  groups  of  examiners  are 
located. 

"We  save  a  good  deal  more  than  the  comparatively  small 

that  we  pay  for  their  offices  in  per  diem  and  traveling 

expenses,  because  at  a  place  like  Chicago,  for  example,  where 

there  Is  necessarily  a  large  amount  of  this  work— if  the  men 

are  located   at  Chicago  and   work  there  they   are  not   drawing 

r  diem,  whereas  if  we  sent  them  from  here  to  Chicago  and 

kept  them  there  for  two  or  three  months  they  would  be  drawing 

per  diem  all  the  time.    We  intend  to  follow  that  same  prin- 

in  the  organization  of  our  bureau  of  service;  we  are  going 


to  have  service  agents  located  at  various  centers  around  the 
country,  so  that  they  will  be  on  the  ground  and  able  to  keep 
us  fully  advised  and  save  a  large  amount  of  traveling  and  per 
diem  expense." 

Expansion  of  the  force  of  employes  used  in  connection  with 
the  enforcement  of  the  acts  relating  to  promoting  the  safety 
of  employes  and  travelers  upon  the  railroads  will  be  necessary, 
Chairman  Clark  told  the  committee.  The  Commission  now  has 
about  75  employes  in  that  work  and  plans  to  increase  the  num- 
ber to  90. 

"We  think  it  is  necessary  to  expand  somewhat  because  of 
our  desire  to  police  the  situation  as  well  as  we  can,"  said  Chair- 
man Clark.  "The  number  of  cars  will  presumably  increase  con- 
siderably, at  least  as  fast  as  arrangements  can  be  made  to 
finance  them;  that  is  of  prime  importance,  and  is  recognized 
in  making  loans  and  in  all  of  our  advice  or  suggestions  to  the 
carriers.  Normally  the  business  of  the  country  increases  an- 
nually and  normally  the  number  of  cars  in  service  ought  to 
increase,  and  replacements,  of  course,  are  necessary." 

Discussing  the  work  of  the  bureau  of  safety  and  locomotive 
inspection,  in  response  to  a  question  as  to  the  efficiency  of  that 
work,  Chairman  Clark  said: 

"I  think  it  is  done  very  efficiently,  yes,  sir,  and  it  has  been 
a  good  deal  of  satisfaction  to  us  that  it  has  been  done  with  so 
little  friction,  such  little  differences  with  the  railroads;  and  I 
refer  you  to  statistics  which  are  recited  in  our  annual  report 
showing  the  reduction  in  the  number  of  accidents.  Of  course, 
this  bureau  exists  only  for  the  purpose  of  securing  safety  in 
operation,  both  to  the  employes  and  to  the  traveling  public. 
Now,  resulting  from  the  failure  of  locomotives  or  tenders,  or 
some  part  or  appurtenance  thereof,  during  the  year  ending  June 
30,  1917,  62  persons  were  killed  and  721  were  injured;  durinj; 
1918,  46  were  killed  and  756  were  injured;  during  1919,  57  ww 
killed  and  647  were  injured;  and  during  1920,  66  were  killed  and 
916  were  injured." 

"How  do  you  account  for  that  increase  in  injuries — is  it 
because  the  employes  are  becoming  more  lax  in  the  discharge 
of  their  duties?"  asked  Chairman  Good. 

"No,  I  do  not  think  so;  it  is  due,  in  part,  to  a  disregard  of 
the  requirements  of  the  law  and  regulations  and,  in  part,  to 
neglect,  I  may  say,  in  observing  safety  in  construction  and 
operation,"  replied  Mr.  Clark.  "These  figures  for  the  fiscal  year 
ended  June  30,  1920,  as  compared  with  June  30,  1912,  the  first 
year  that  this  law  was  in  effect,  is  a  decrease  of  47  per  cent 
in  the  number  of  accidents,  48  per  cent  in  the  number  killed,  and 
49  per  cent  in  the  number  injured.  I  do  not  want  to  be  under- 
stood as  criticizing  at  all,  but  my  personal  estimate  of  the 
somewhat  increased  number  of  accidents  during  1918,  1919  and 
1920  is  that  it  was  due  to  war  conditions,  and  when  I  say  war 
conditions  I  mean  the  tremendous  volume  of  traffic  moving,  the 
keeping  of  equipment  in  service  as  long  as  it  would  run,  and 
the  extreme  difficulty  of  getting  it  repaired  when  it  was  taken 
out  of  service,  due  to  a  scarcity  of  men  and  inability  to  get 
efficient  repairs." 

Mr.  Prouty,  of  the  bureau  of  valuation,  told  the  committee 
that  last  spring  the  bureau  was  on  the  point  of  disintegration 
because  of  the  loss  of  employes  due  to  insufficient  pay.  As  a 
result,  he  said,  the  Commission  had  increased  the  pay  of  "about 
everybody  in  the  bureau  of  valuation,  except  myself,  some  20 
per  cent."  That  was  done  on  July  1,  1920,  he  said. 

Questioned  as  to  the  progress  of  the  valuation  work,  Mr. 
Prouty  said:  "I  have  said  to  you  gentlemen  three  or  four  times 
that  I  hoped  by  December  31,  1921,  I  shall  be  able  to  present 
to  the  Commission  a  report  of  each  section  upon  every  major 
property  in  the  United  States,  and  I  defined  a  major  property 
as  a  property  of  500  miles  or  more  in  extent.  While  I  now  hope 
to  do  that,  our  progress  has  been  somewhat  interfered  with. 
I  am  more  doubtful  in  the  accounting  section  than  in  any  other. 
There  is  one  chapter  of  the  accounting  report  which  cannot  be 
written  until  the  carrier  makes  return  as  to  the  original  cost 
of  its  land,  and  I  may  be  obliged  to  omit  that  chapter  from 
the  accounting  report,  but  that  will  not  interfere  with  the  Com- 
mission, in  my  opinion,  in  determining  the  value  of  the  prop- 
erty. I  hope  to  give  the  Commission  by  the  end  of  the  next 
calendar  year  or  very  soon  thereafter  a  report  from  that  section 
on  every  major  property  so  that  it  can  determine  the  tentative 
valuation  of  the  property.  Under  the  transportation  act  it  should 
have  that  information  by  that  time. 

"The  field  work  in  the  engineering  section  is  completed, 
with  the  exception  of  the  eastern  district.  I  said  to  you  gentle- 
men when  I  was  here  last  that  the  eastern  district,  in  some 
way,  made  a  mistake  in  its  reports  to  me;  they  have  about  2,000 
miles  to  do  which  they  did  not  know  anything  about.  It  is  go- 
ing to  take  until  the  first  of  June  or  July  to  complete  that  work. 
but  aside  from  that  our  field  work  is  completed.  While  we 
have  occasionally  a  man  in  the  field,  still  it  is  substantially 
completed.  Our  land  field  work  will  begin  to  be  completed 
within  the  next  three  months  and  it  will  be  completed,  except  in 
the  eastern  district,  substantially  by  the  first  of  next  July,  or 
pretty  soon  thereafter.  Our  accounting  field  work  will  run  dur- 
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ins  Hi.-  entire  calendar  year.  I  do  not  think  it  will  be  completed 
iiniil  the  end  of  the  calendar  year. 

"When  we  have  completed  our  reports  on  every  major  prop- 
ci-iy  we  will  have,  I  do  not  know  exiictly  how  many,  but  from 
TOO  10  1,000  railroads,  a  large  part  not  over  100  miles  each,  upon 
which  we  will  have  to  prepare  reports.  Those  I  have  not  con- 
sidered of  very  great  significance,  but  it  will  take  considerable 
lime,  and  that  work  will  have  to  be  done. 

"Then,  too,  let  me  remind  you  that  the  valuation  act,  gen- 
ilrmt'M.  requires  the  Commission  not  only  to  make  a  valuation, 
but  to  keep  that  valuation  good,  and  one  of  the  very  important 
functions  of  the  Commission  is  to  see  to  it  that  the  carrier 
dues  not  work  into  the  investment  account  any  more  than  it 

lit  to.  I  picked  up  a  letter  this  morning  from  a  member 
.•I  our  engineering  board,  who  said:  'Do  you  want  to  know  what 
a  certain  railroad  is  doing?  Whenever  they  pull  out  a  spike 
iliey  put  in  a  plug  and  they  are  charging  the  plug  to  the  in- 
vesiment  account.'  That  simply  shows  what  is  going  on.  It 
is  very  important  to  increase  the  value  of  the  property,  because 
the  law  provides  that  the  railroad  is  entitled  to  a  certain  return 
upon  the  property  and  there  is  a  desire  on  the  part  of  the  rail- 
road to  increase  its  investment  account,  and  it  is  incumbent 
upon  the  Commission  to  see  that  there  is  not  anything  placed 
in  i lie  investment  account  unless  it  should  be  there.  I  do  not 
think  that  will  require  a  great  amount  of  money,  but  it  requires 
a  certain  organization;  it  has  to  be  looked  after. 

"I  base  my  estimate  on  these  facts:  We  are  expending  at 
i  he  present  time — that  is,  we  have  expended  the  first  four 
months  of  the  present  fiscal  year,  about  $225,000  a  month.  We 
shall  continue  to  expend  during  the  balance  of  this  fiscal  year 
just  about  $225,000  a  month,  for  while  we  shall  lose  something 
in  the  tailing  off  of  the  field  force  between  now  and  the  first 
of  next  July,  it  will  be  entirely  offset  by  additional  employes 
which  we  shall  be  obliged  to  take  on.  For  the  first  six  months 
oi  the  next  fiscal  year  I  estimate  that  our  expenditures  will  be 
*i'oo,000  a  month.  I  think  I  can  say  with  certainty  that  they 
will  be  just  about  that  figure.  What  they  will  be  after  that  will 
depend  on  the  progress  which  we  have  made  up  to  that  time, 
but  my  view  is  that  it  will  require  $200,000  a  month  for  the 
second  half  of  the  fiscal  year  in  order  to  keep  the  valuation 
good,  and  that  the  remaining  $600,000,  or  $100,000  a  month,  will 
be  used  in  valuation." 

Director  Prouty  said  he  estimated  it  would  require  $400,000 
a  year  "to  keep  the  valuation  good  under  the  transportation 
net."  after  the  valuation  work  has  been  completed.  He  said  it 
ought  not  to  take  $400,000  in  addition  to  what  would  be  paid 
out  for  examination  of  accounts  and  other  things,  but  that  there 
would  have  to  be  a  force  costing  from  $300,000  to  $500,000  "to 
make  certain  that  the  carriers  do  not  inflate  or  pad  their  invest- 
ment accounts." 

"When  I  talk  about  finishing  this  valuation  work,"  said 
Director  Prouty  in  conclusion,  "I  am  talking  about  finishing  my 
part  of  making  a  report  of  every  property  from  every  section. 
Those  reports  have  got  to  be  searched  and  the  railroad  has  the 
right  to  protest,  and  there  must  be  a  hearing  before  the  Com- 
mission. 

"We  of  the  bureau  of  valuation,  of  course,  have  to  defend 
our  work.  How  long  it  will  take  to  finish  those  hearings  is  a 
matter  that  I  have  never  expressed  any  opinion  upon;  I  have 
not  any.  It  depends  entirely  on  the  attitude  of  the  carriers. 
The  Texas  Midland  Railroad  is  100  miles  long,  and  we  spent 
nearly  six  weeks  in  hearings  as  to  the  land  valuation  along  that 
little  railroad.  The  Rock  Island  is  over  7,000  miles,  and  we 
an'  just  about  completing  their  land  reports.  If  they  adopt  the 
same  attitude,  and  they  say  they  are  going  to,  we  would  not 
•iplete  our  hearings  on  the  land  valuation  in  the  next  10 
years,  but  the  Commission  has  our  report,  and  it  is  substantially 
correct.  They  can  use  it  for  its  valuation  purposes,  but  that  all 
lakes  time  and  involves  expense." 

Chairman  Good,  of  the  House  committee  on  appropriations, 
submitted  to  the  House,  December  29,  the  committee's  report 
and  bill  covering  appropriations  for  the  fiscal  year  ending  June 
30,  1922,  in  which  a  reduction  of  $681,400  is  recommended  in 
the  estimate  submitted  by  the  Interstate  Commerce  Commission. 

The  Commission  estimated  it  would  need  a  total  of  $5,574,- 
r.oo.  while  the  committee  bill  carries  a  total  of  $4.893,100.     This   . 
is  $200,000  more  than  was  appropriated  for  the  Commission  for 
the  fiscal  year  ending  June  30,  1921. 

That  part  of  the  appropriation  bill  relating  to  the  Commis- 
sion follows: 

"For  eleven  commissioners,  at  $12,000  each;  secretary, 
$7,500;  in  all.  $139,500. 

"For  all  other  authorized  expenditures  necessary  in  the 
1  v cution  of  laws  to  regulate  commerce,  including  per  diem  in 
lieu  of  subsistence  when  allowed  pursuant  to  section  13  of  the 
Sundry  Civil  Appropriation  Act  approved  August  1,  1914, 
$1.900,000,  of  which  sum  there  may  be  expended  not  exceeding 
$50,000  in  the  employment  of  counsel,  not  exceeding  $3,000  for 
necessary  books,  reports  and  periodicals,  not  exceeding  $100 
in  the  open  market  for  the  purchase  of  office  furniture  similar 
in  class  or  kind  to  that  listed  in  the  general  supply  schedule. 


and  not  exceeding  $120,000  for  rent  of  buildings  In  the  District 
of  Columbia.  Provided,  that  thin  appropriation  shall  not  b« 
available  for  rent  of  building!*  In  the  District  of  Columbia  If 
suitable  space  IB  provided  by  the  Public  Building*  Commission. 
"To  enable  the  Interstate  Commerce  Commission  to  enforce 
compliance  with  section  20  and  other  sections  of  the  Act  to 
regulate  commerce  as  amended  by  the  Act  approved  June  29. 
1906,  and  as  amended  by  the  Transportation  Act,  1920,  Including 
the  employment  of  necessary  special  accounting  agents  or  exam- 
iners, $500,000. 

"To  enable  the  Interstate  Commerce  Commission  to  keep 
informed  regarding  and  to  enforce  compliance  with  Acts  to 
promote  the  safety  of  employes  and  travelers  upon  railroads; 
the  Act  requiring  common  carriers  to  make  reports  of  accidents 
and  authorizing  investigations  thereof;  and  to  enable  the  Inter- 
state Commerce  Commission  to  investigate  and  test  block-signal 
and  train-control  systems  and  appliances  intended  to  promote 
the  safety  of  railway  operation,  as  authorized  by  the  joint  resolu- 
tion approved  June  30,  1906,  and  the  provision  of  the  Sundry 
Civil  Act  approved  May  27,  1908,  including  the  employment  of 
inspectors,  and  per  diem  in  lieu  of  subsistence  when  allowed 
pursuant  to  section  13  of  the  Sundry  Civil  Appropriation  Act 
approved  August  1,  1914,  $313,600. 

"Valuation  of  property  to  carriers:  To  enable  the  Interstate 
Commerce  Commission  to  carry  out  the  objects  of  the  Act  en- 
titled 'An  Act  to  amend  an  Act  entitled  "An  Act  to  regulate 
commerce,"  approved  February  4,  1887,  and  all  Acts  amendatory 
thereof,'  by  providing  for  a  valuation  of  the  several  classes  of 
property  of  carriers  subject  thereto  and  securing  information 
concerning  their  stocks,  bonds,  and  other  securities,  approved 
March  1,  1913,  including  per  diem  in  lieu  of  subsistence  when 
allowed  pursuant  to  section  13  of  the  Sundry  Civil  Appropria- 
tion Act  approved  August  1,  1914,  and  including  not  exceeding 
$20,000  for  rent  of  buildings  in  the  District  of  Columbia,  $1,750,- 
000.  Provided,  that  this  appropriation  shall  not  be  available  for 
rent  of  buildings  in  the  District  of  Columbia  if  suitable  space 
is  provided  by  the  Public  Buildings  Commission. 

"For  all  authorized  expenditures  under  the  provisions  of 
the  Act  of  February  17,  1911,  'To  promote  the  safety  of  employes 
and  travelers  upon  railroads  by  compelling  common  carriers 
engaged  in  interstate  commerce  to  equip  their  locomotives  with 
safe  and  suitable  boilers  and  appurtenances  thereto,'  and  amend- 
ment of  March  4,  1915,  extending  'the  same  powers  and  duties 
with  respect  to  all  parts  and  appurtenances  of  the  locomotive 
and  tender,'  including  such  stenographic  and  clerical  help  to 
the  chief  inspector  and  his  two  assistants  as  the  Interstate  Com- 
merce Commission  may  deem  necessary,  and  for  per  diem  in 
lieu  of  subsistence  when  allowed  pursuant  to  section  13  of  the 
Sundry  Civil  Appropriation  Act  approved  August  1,  1914, 
$290,000." 

A  reduction  of  $150,000  is  recommended  in  the  estimate  of 
$550,000  submitted  by  the  United  States  Railroad  Labor  Board, 
the  bill  providing  for  a  total  appropriation  of  $400,000.  A  total 
of  $450,000  was  appropriated  for  the  fiscal  year  ending  June  30. 
1921.  The  appropriation  recommended  covers  $95,000  for  the 
salaries  of  the  nine  members  at  $10,000  each,  and  of  the  secre- 
tary at  $5,000,  and  $305,000  for  all  other  expenses. 

For  the  United  States  Shipping  Board  a  total  appropriation 
of  $459,000  is  recommended,  or  $439,520  less  than  was  asked 
by  the  board,  and  $16,500  more  than  was  appropriated  for  the 
present  fiscal  year.  Of  the  total,  $20,000  is  for  the  investigation 
of  foreign  discrimination  against  vessels  and  shippers  of  the 
United  States. 

The  bill  provides  that  the  expenses  of  the  United  States 
Shipping  Board  Emergency  Fleet  Corporation  shall  be  paid 
from  the  amount  received  during  the  fiscal  year  1922  from  the 
operation  of  ships;  from  not  to  exceed  $55,000,000  of  money  re- 
ceived for  sale  of  ships  made  prior  to  approval  of  this  act; 
from  money  on  hand  July  1,  1921;  and  from  the  sale  of  materials 
and  supplies.  The  board's  request  for  an  appropriation  of 
$147,000,000  for  the  Emergency  Fleet  Corporation  was  lopped 
off  entirely  by  the  committee  and  the  provisions  above  substi- 
tuted therefor.  The  bill  provides  that  after  approval  of  this 
act  "no  contract  shall  be  entered  into  or  work  undertaken  for 
the  construction  of  any  addiiional  vessels  for  the  United  States 
Shipping  Board  or  the  fleet  corporation."  A  similar  provision 
was  carried  in  last  year's  appropriation  bill.  The  bill  further 
provides:  . 

"No  contracts  for  ship  construction  to  be  entered  into  shall 
provide  that  the  compensation  of  the  contractor  shall  be  the 
cost  of  construction  plus  a  percentage  thereof  for  profit,  or 
plus  a  fixed  fee  for  profit. 

"No  part  of  the  funds  of  the  United  States  Shipping  Board 
Emergency  Fleet  Corporation  shall  be  available  for  rent  of 
buildings  in  the  District  of  Columbia  during  the  fiscal  year  1922 
if  suitable  space  is  provided  for  the  said  corporation  by  the 
Public  Buildings  Commission. 

"No  part  of  the  funds  made  available  in  this  Act  for  the 
Shipping  Board  or  the  Emergency  Fleet  Corporation  shall  be 
expended  for  the  preparation,  printing,  or  publication  of  any 
bulletins,  newspapers,  magazines,  or  periodicals,  or  for  services 
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in  connection  with  same,  not  including  preparation  and  printing 
of  reports  or  documents  authorized  by  law." 

The  request  of  the  inland  and  coastwise  waterways  service 
for  an  appropriation  of  $6,924,350  is  recommended  to  be  reduced 
to  $1,250,000.  Five  million  dollars  was  desired  for  use  as  a 
revolving  fund  for  the  development  of  inland  waterways  service. 
Last  year  a  total  of  $4,000,000  was  appropriated.  The  provisions 
of  the  bill  on  this  service  are  as  follows: 

"For  additional  expense  incurred  in  the  operation  of  boats, 
barges,  tugs,  and  other  transportation  facilities  on  the  inland, 
canal,  and  coastwise  waterways  acquired  by  the  United  States 
in  pursuance  of  the  fourth  paragraph  of  section  6  of  the  Federal 
Control  Act  of  March  21,  1918,  and  operated  in  pursuance  of 
section  201  of  the  Transportation  Act  approved  February  28, 
1920,  as  follows:  For  terminal  dock,  South  Saint  Louis,  Mis- 
souri, $400,000;  cotton-handling  equipment,  Memphis,  Tennessee, 
$60,000;  terminal  dock,  New  Orleans,  Louisiana,  $400,000; 
storage  bins  for  coal  tipple,  Cordova,  Alabama,  $40,000;  cargo- 
handling  facilities,  Demopolis,  Alabama,  $25,000;  mooring  facili- 
ties, immigration  station,  Algiers,  Louisiana,  $25,000;  and  for 
operation,  $300,000;  in  all,  $1,250,000,  to  be  available  until  ex- 
pended. Provided,  that  not  to  exceed  $17,680  of  this  appropria- 
tion may  be  used  yearly  for  the  payment  of  experts,  clerks,  and 
other  employes  in  the  War  Department  in  accordance  with  the 
provisions  of  section  201  (e)  of  the  Transportation  Act,  1920, 
approved  February  28,  1920." 

An  appropriation  of  $4,000,000  for  the  development  and  op- 
eration of  the  government  railroad  in  Alaska  is  recommended. 
This  was  the  amount  requested  for  that  work.  The  appropria- 
tion last  year  was  $7,000,000. 


riers,  which,  however,  has  not  proven  acceptable  to  the  shippers 
who  have  urged  that  extended  advance  notices  be  given  them. 
Therefore,  this  Committee  begs  to  announce  the  following  pro- 
cedure: 

Until  otherwise  advised,  a  brief  description  of  all  subjects  to  be 
considered  on  the  regular  docket  of  the  National  Perishable  Freight 
Committee  will  be  announced  by  publication  not  less  than  21  days 
in  advance  of  the  date  of  public  hearing.  The  official  notice  of  pub- 
lication will  appear  in  the  Daily  Traffic  World  and  Bulletin. 

Those  subjects  which  may  be  designated  as  emergencies  will  be 
briefly  and  officially  announced  through  the  same  channel  by  publi- 
cation ten  days  in  advance  of  hearing. 

The  above  applies  except  where  individual  lines  serve  definite 
notice  of  independent  action. 

"While  the  notices  of  hearings  referred  to  above  may  be 
published  in  other  newspapers  and  periodicals  as  news  items 
to  the  subscribers  to  such  newspapers  and  periodicals,  it  should 
be  understood  that  the  official  advance  notice  as  outlined  above 
will  apply  to  the  announcements  made  through  the  Daily  Traffic 
World  and  Bulletin. 

"We  are  adopting  this  means  of  advising  all  interested 
parties  in  order  to  obviate  any  misunderstandings  and  at  the 
same  time  enable  shippers  or  their  representatives  to  arrange 
their  affairs  accordingly." 

The  Traffic  World  carries  these  notices  for  hearings  not  only 
in  its  daily  publication  but  in  the  weekly  Traffic  Bulletin. 


POWER  OVER  STATE  RATES 

The   Traffic    World    Washington  Bureau 

The  first  suit  that  squarely  raises  the  issue  of  whether  the 
Interstate  Commerce  Commission  has  the  authority  to  make 
orders  directing  common  carriers  to  increase  their  intrastate 
rates  in  the  same  percentage  amount  as  authorized  by  the  Com- 
mission for  interstate  rates,  has  been  brought  by  the  attorney- 
general  of  New  York  in  the  United  States  District  Court  of  the 
Northern  District  of  New  York.  The  plaintiffs  in  the  case  are 
the  state  of  New  York  and  Charles  D.  Newton,  personally  and 
as  attorney-general  of  New  York,  and  the  defendants  are  the 
United  States  and  the  individual  members  of  the  Interstate  Com- 
merce Commission  as  constituting  the  Commission. 

The  complaint,  which  asks  for  an  interlocutory  injunction 
restraining  the  enforcement  of  the  order  of  the  Interstate  Com- 
merce Commission  in  the  New  York  passenger  fare  case  during 
the  pendency  of  the  suit  and  also  for  a  perpetual  injunction  pro- 
hibiting enforcement  of  the  order,  reviews  the  steps  which  led  up 
to  the  federal  Commission's  order,  which  is  attacked  as  "illegal 
and  unconstitutional." 

It  is  averred  in  the  complaint,  which  was  filed  by  Edward 
G.  Griffin,  deputy  attorney  general  of  New  York,  that  there  were 
no  facts  before  the  Commission  which  justified  its  order;  that 
the  order  was  made  in  defiance  of  the  statutes  of  the  United 
States  and  without  "full  and  fair  hearing";  that  no  statute  of 
the  United  States  authorized  the  report,  findings  and  order  of  the 
Com  mission;  that  the  order  constitutes  an  invasion  of  the  state's 
powers  and  therefore  is  a  violation  of  the  Tenth  amendment  of 
the  Constitution  of  the  United  States. 

The  complainants  ask  that  the  order  be  set  aside  in  whole 
and  declared  "null  and  void,  unconstitutional  and  illegal,  usurpa- 
tory  and  void."  They  further  ask  that  Section  13,  subdivisions 
3  and  4  of  the  interstate  commerce  act,  under  which  the  car- 
riers appealed  to  the  Commission  for  removal  of  the  discrimina- 
tion against  Interstate  commerce,  be  declared  null  and  void,  un- 
constitutional and  usurpatory,  and  that  Section  15-a,  the  rate- 
making  section  of  the  act,  be  likewise  declared  null  and  void, 
unconstitutional  and  usurpatory. 

John  E.  Benton,  general  solicitor  of  the  National  Association 
of  Railway  and  Utilities  Commissioners,  who  received  a  copy  of 
the  complaint  January  6,  said  the  suit  no  doubt  would  be  carried 
to  the  United  States  Supreme  Court  and  that  it  presented  the 
issues  involved  so  that  that  court  could  settle  the  question  one 
way  or  the  other.  There  are  a  number  of  other  suits  pending, 
of  course,  in  which  in  one  way  or  another  the  action  of  the 
Commission  is  under  attack,  but  no  other  that  deals  with  the 
question  as  directly  as  in  the  suit 'just  filed. 


PERISHABLE  FREIGHT  DOCKET 

E.  S.  Rriggs,  chairman  of  the  National  Perishable  Freight 
Committee,  has  Kent  the  following  circular  to  carriers  and  other 
interested  persons: 

"For  the  purpose  of  affording  shippers  an  opportunity  of 
presenting  their  views  in  connection  with  subjects  which  have 
been  docketed  for  consideration  it  has  been  the  custom  of  the 
National  Perishable  Freight  Committee  to  hold  public  hearings 
covering  propositions  in  which  shippers  may  be  interested. 

"In  deciding  upon  the  date  for  such  public  hearings  the  ship- 
were  accorded  the  same  advance  notice  as  was  given  car- 


CARRIERS  MUST  CUT  EXPENSES 

The  Traffic  World  Washington  Bureau 

Only  through  a  direct  cut  in  expenses  can  the  railroads 
achieve  anything  like  a  net  return  of  6  per  cent  on  the  aggre- 
gate value  of  the  property  devoted  to  transportation  in  1921,  in 
the  opinion  of  Julius  H.  Parmelee,  director  of  the  Bureau  of 
Railway  Economics,  who  made  a  statement  January  1  as  to 
what  may  be  expected  this  year.  He  said: 

"The  railroads  have  about  recovered  from  the  confused  con- 
ditions which  naturally  followed  the  relinquishment  of  govern- 
ment control  and  are  in  a  position  to  develop  such  efficient 
management  as  will  more  than  offset  any  loss  of  revenue  from 
a  slight  falling  off  of  traffic  which  may  be  expected. 

"In  addition,  the  full  benefits  of  the  transportation  act  have 
not  yet  made  themselves  felt,  for  it  has  necessarily  taken  the 
Interstate  Commerce  Commission  some  time  to  put  the  ma- 
chinery contemplated  by  that  legislation  into  effect.  The  serv- 
ice and  finance  bureaus  were  only  organized  by  the  Commission 
during  the  summer  and  the  new  schedule  of  freight  rates  has 
been  in  effect  but  four  months. 

"It  has  been  left  to  the  Interstate  Commerce  Commission 
to  decide  at  what  time  and  in  what  manner  a  program  for  con- 
solidation of  the  roads  provided  by  the  transportation  act  shall 
be  laid  down.  It  is  anticipated  that  a  decision  will  be  reached 
in  this  matter  during  1921. 

"The  year  1920  broke  all  records,  the  freight  traffic  being 
greater  than  that  of  the  previous  year  by  ten  billion  ton-miles. 
The  passenger  traffic  was  also  in  excess  of  the  previous  record. 
"The  question  then  is,  will  this  record-breaking  traffic  con- 
tinue in  1921?  The  answer  is  somewhat  a  matter  of  opinion, 
but  my  conviction  is  that  neither  the  passenger  nor  freight 
traffic  will  be  so  large  this  year.  This  opinion  is  based  on  the 
fact  that  the  last  two  months  in  1920  showed  a  sharp  decline 
which  undoubtedly  reflected  the  increased  schedule  of  rates  and 
the  general  business  depression. 

"What,  then,  will  be  the  effect  on  the  financial  situation  of 
the  railroads?  Every  report  which  has  reached  me  shows  that 
the  railroads  are  counting  largely  on  operating  economy,  which 
cannot  be  brought  about  through  any  decrease  in  wage  rates, 
because  these  have  been  fixed  under  government  supervision, 
but  will  be  accomplished  partly  by  increased  efficiency,  partly 
by  a  reduction  in  the  number  of  employes  and  partly  by  lessened 
maintenance. 

"It  is  clear  to  all  that  only  through  a  direct  cut  in  expenses 
can  the  railroads  gain  anything  like  6  per  cent  profits  in  '1921. 
One  factor  which  will  be  a  great  assistance  in  this  respect  is 
improved  provision  for  credit.  Of  the  three  hundred  million 
dollar  loan  fund  established  by  the  transportation  act  and  placed 
under  control  of  the  Interstate  Commerce  Commission,  less  than 
one-third  was  used  during  the  past  year. 

"The  availability  of  the  two  hundred  millions  of  dollars  re- 
maining is  of  great  importance,  for  every  dollar  loaned  by  the 
Commission  to  assist  railroads  to  purchase  equipment  means  at 
least  two  more  dollars  raised  by  the  roads  on  their  own  credit. 
This  six  hundred  million  dollars  of  credit,  which  will  enable 
the  replacement  of  worn-out  equipment  and  rolling  stock,  should 
be  the  greatest  factor  of  all  in  more  efficient  management." 

Mr.  Parmelee  said  he  understood  Prof.  W.  Z.  Ripley,  who 
was  selected  by  the  Commission  to  prepare  a  plan  for  proposed 
consolidations  under  the  terms  of  the  transportation  act,  would 
submit  his  report  early  this  year  and  that  the  Commission  would 
hold  hearings  thereon. 

It  was  learned  at  the  Commission  that  Professor  Ripley  has 
not  completed  his  report  and  that  it  will  probably  be  sixty  days 
before  he  will  have  it  completed.  It  is  expected,  however,  that 
the  report  will  be  ready  about  March  1. 
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(Kirsi    oi  i    articl.'S    \vrin.-n    !"i    Tin-    Ti.illi.-    WoiM    li>    C,    II. 

Dietrich.) 

The  question  of  whether  the  loss  and  damage  situation  is 
of  sufficient  importance  and  interest  to  the  readers  of  The  Traffic 
World  to  warrant  a  series  of  articles  touching  on  the  many 
phases  of  this  subject,  is  perhaps  best  answered  by  the  figures 
compiled  recently  by  the  Bureau  of  Railway  Economics,  Wash- 
ington, D.  €.,  which  show  that  the  class  1  roads  in  the  United 
States,  for  the  year  ended  December  31,  1919,  paid  a  total  of 
$106,804,861  for  loss  and  damage  to  freight.  Comparing  this 
figure  with  the  total  paid  by  the  same  lines  In  1914  ($33,279,- 
057)  gives  indisputable  evidence  of  how  rapidly  this  account 
as  grown  in  the  last  six  years,  and  there  is  very  little  hope  of 
the  figures  for  the  year  ended  December  31,  1920,  showing  any 
material  decrease  as  compared  with  1919. 

A  great  proportion  of  this  drain  on  carriers'  revenues  is 
unnecessary,  for  the  reason  that  a  large  part  of  these  claims 
are  preventable  and  the  economic 
waste  and  loss  through  this  channel, 
together  with  the  disappointments 
and  inconveniences,  which  naturally 
follow,  makes  this  subject  one  in 
which  the  shipping  and  receiving 
public  is  jointly  interested  with  the 
carriers.  Indeed,  it  is  of  such  great 
importance  that  earnest  efforts  are 
being  put  forth  by  the  individual 
railroads,  the  various  bureaus  em- 
ployed by  the  rail  lines,  such  organ- 
izations as  the  American  Railway 
Association,  the  National  Industrial 
Traffic  League  and  others,  with  a 
view  to  eliminating  the  causes  of 
many  of  these  claims. 

In  writing  on  this  subject,  it  is 
the  thought  to  make  an  analysis  of 
claim  causes,  suggest  possible  reme- 
dies, and  outline  practices  that  will 
tend  toward  more  prompt  and  sat- 
isfactory adjustment  of  claims.  In 
developing  these  various  phases  of 
the  loss  and  damage  situation,  the 
writer  will  be  glad  to  hear  from  any 
of  the  readers  of  these  articles,  in 
the  event  that  their  views  differ  from 
those  set  forth. 

One  of  the  reasons  that  freight 
claims  cause  so  much  friction  be- 
tween the  shipper  or  receiver  and 
the  carrier  is  the  difference  in  their 
point  of  view  with  respect  to  this 
subject.  It  is  conceded  by  shipper 
and  carrier  alike  that  prompt  serv- 
ice and  safe  delivery  of  freight  at 
destination  is  the  ideal  service  de- 
sired, and  where  this  perfect  service 
is  not  obtained,  the  shipper  or  re- 
ceiver looks  on  such  failure  as  a 
transportation  defect  and  quite  nat- 
urally expects  restitution  for  his  loss 
or  damage  without  unnecessary  de- 
lay. This  feeling  is  intensified  by 
reason  of  the  innumerable  inconveniences  that  follow  in  the 
train  of  lost  or  damaged  freight  and  which  cannot  be  expressed 
in  dollars  and  cents,  nor  can  they  be  included  in  the  claims 
presented  to  carriers.  In  fact,  the  vexation  and  disappointment 
are  many  times  out  of  all  proportion  to  the  monetary  loss 
involved. 

As  an  illustration,  I  recall  an  actual  instance  of  a  wholesale 
concern  finding  one  of  its  first-class  accounts,  located  in  a  near- 
by town,  lost  to  it  by  reason  of  the  fact  that  the  retail  dealer 
experimented  with  another  firm,  through  which  he  purchased 
similar  merchandise  at  about  the  same  price,  but  which  was 
received  by  him  over  another  line.  His  purchases  from  the 
new  firm  were  arriving  regularly  on  schedule  time,  with  little, 
if  any,  damage  in  transit,  and  this  feature  alone  led  him  to 
buy  exclusively  this  particular  line  of  goods  from  the  new  con- 
cern and  resulted  in  his  severing  his  relationship  with  the  old 
firm,  simply  because  the  service  over  the  line  serving  him  was 
irregular  and  there  was  frequently  considerable  damage  in 
transit.  In  a  case  of  this  kind,  the  loss  of  a  valued  customer 
cannot  be  incorporated  in  the  wholesaler's  claims  filed  for  loss 
or  damage  in  transit,  and  even  though  such  claims  be  paid 
promptly  and  in  full  for  the  amount  presented,  the  claimant  is 
not  wholly  reimbursed. 

How  frequently  we  come  in  contact  with  instances  of  retail 
merchants  expecting  merchandise  for  special  sales,  where  a 
delay  of  a  few  days  in  transit  results  in  their  shipments  arriving 
too  late  for  the  particular  occasion,  or  where  highly  seasonable 
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goods  meet  with  sli»;lii  delays  in  iransit.  which  results  in  such 
ni'Tcliandlse  having  to  be  carried  over  an  entire  season.  Thc.sc 
are  items  likewise  that  are  ordinarily  not  Included  in  claim* 
filed  for  loss  or  damage. 

The  wholesale  and  retail  merchants,  however,  as  well  as 
the  manufacturing  interests,  look  on  these  matters  as  being 
more  or  less  of  a  necessary  evil  and  ordinarily  try  to  maki- 
the  best  of  them,  being  business  men  accustomed  to  annoyances 
and  disappointments  in  the  usual  conduct  of  their  affairs;  but 
this  does  not  follow  in  the  case  of  the  individual  who  receives 
or  ships  freight  only  on  rare  occasions.  To  such  a  person,  the 
receipt  of  a  shipment  badly  pilfered,  broken,  or  short  entirely,  is 
nothing  less  than  a  calamity,  and  his  idea  of  the  efficiency  of 
railroad  service  is  largely  governed  by  his  personal  experience 
in  such  cases. 

It  is  difficult  for  the  carriers'  representatives,  charged  with 
the  responsibility  of  adjusting  freight  claims,  to  get  this  view- 
point of  the  loss  and  damage  situa- 
tion. The  correspondence  in  connec- 
tion with  the  adjustment  of  loss  and 
damage  claims  is  necessarily  han- 
dled by  a  vast  number  of  clerks,  to 
whom  but  one  feature  is  apparent — 
namely,  the  value  In  dollars  and 
cents  of  the  property  lost  or  dam- 
aged— and  the  investigation  of  these 
claims  resolves  itself  into  a  routine 
that  does  not  disclose,  save  in  ex- 
ceptional cases,  the  incidental  fea- 
tures that  cannot  be  measured  from 
a  standpoint  of  dollars  and  cents; 
and  it  becomes  more  apparent  from 
year  to  year,  as  the  volume  of  loss 
and  damage  claims  increases,  that 
there  must  be  established  a  closer 
relationship  between  the  average 
claimant  and  the  claim  departments, 
to  which  he  must  go  for  his  settle- 
ments. 

I  believe  one  of  the  greatest  fac- 
tors toward  bringing  about  a  closer 
co-operation  is  the  encouraging  of 
claimant  or  his  representative  In 
making  periodical  visits  to  the  freight 
claim  offices  with  which  he  has 
business.  These  visits  may  be  neces- 
sary every  sixty  days,  in  the  case 
of  firms  having  a  large  volume  of 
claims.  For  the  smaller  concerns, 
possibly  every  three  months  or  six 
months  will  suffice.  But  the  prime 
object  is  not  so  much  what  is  ac- 
complished in  the  adjustment  of  the 
individual  claims  discussed,  as  it  is 
the  forming  of  acquaintanceship  and 
the  establishment  of  confidence  in 
each  other  which  will  go  a  long  way 
toward  ironing  out  any  differences 
that  may  arise  in  the  interim  be- 
tween visits.  I  believe  that  every 
claimant's  representative  visiting  a 
freight  claim  office  for  the  purpose 
of  checking  up  his  list  of  unadjusted  claims  and  discussing 
claims  that  correspondence  has  failed  to  take  care  of,  should  be 
shown  through  the  claim  office,  the  various  methods  of  investiga- 
tion, registration,  filing,  etc.,  should  be  explained,  and  his  sug- 
gestions for  any  methods  that  may  occur  to  him  invited.  Team 
work  of  this  kind  between  claim  office  and  claimant  is  bound  to 
bring  about  a  better  feeling  and  better  results. 

There  is  no  question  but  that  the  difficulties  met  with  today 
by  our  claim  departments  in  their  efforts  toward  prompt  inves- 
tigation and  adjustment  of  claims  are  not  well  understood  by 
the  claimant,  who  is  becoming  impatient  at  what  seems  to  him 
needless  and  unnecessary  delay  in  settlements.  This  failure  to 
appreciate  the  difficulties  is  due,  principally,  to  the  fact  that 
few  people  outside  the  claim  office  realize  the  tremendous  vol- 
ume of  claims  handled.  With  large  railroads  it  runs  above  two 
hundred  thousand  individual  claims  a  year.  Nor  Is  the  fact 
taken  into  consideration  that  large  numbers  of  these  claims 
cover  shipments  moving  great  distances  with  destination  points, 
in  many  cases,  in  remote  parts  of  the  country,  and  the  informa- 
tion necessary  to  verify  the  correctness  of  the  claim  has  to  be 
secured  from  agents  at  small  stations,  many  of  whom  are  not 
familiar  with  what  is  wanted,  and  many  others  of  whom  .do  not 
appreciate  the  necessity  of  prompt  replies,  and  there  Is,  conse- 
quently, a  long  drawn  out  effort  to  get  the  facts  connected  with 
the  handling  of  the  shipment  assembled;  after  which,  there  is 
frequently  occasion  to  take  up  further  with  the  claimant  for 
amendments,  on  account  of  portions  of  the  shipment  having  ar- 
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rived  since  claim  was  filed — or  the  destination  reports  do  not 
coincide  with  the  report  of  damage  on  which  claim  is  based. 
Again,  there  are  frequently  encountered  the  cases  where  ship- 
ments that  originally  checked  short  and  reached  destination 
later,  are  on  hand  refused,  which  means  a  return  of  the  ship- 
ment to  the  original  point  of  origin,  where,  possibly,  a  deprecia- 
tion has  occurred  in  the  case  of  seasonable  or  semi-perishable 
property.  These  various  circumstances,  together  with  a  thou- 
sand more  that  arise  continually  in  connection  with  claim  work, 
make  it  a  physical  impossibility  to  adjust  claims  as  promptly 
as  all  of  us  would  like  to  have  them  adjusted. 

There  have,  from  time  to  time  in  the  last  few  years,  arisen 
fundamental  questions  concerning  the  basis  of  claim  settlements 
that  have  perplexed  both  claimant  and  claim  officers — such  ques- 
tions as  the  two-year-and-one-day  clause  in  the  bill  of  lading, 
the  recent  McCaull-Dinsmore  decision  of  the  Supreme  Court,  the 
decision  of  the  Interstate  Commerce  Commission  in  connection 
with  grain  claims  covered  by  Docket  9009,  and  other  similar 
questions  on  which  we  will  touch  more  specifically  later.  These 
questions  have  had  a  tendency  toward  slowing  up  adjustments. 
In  the  matter  of  the  McCaull-Dinsmore  decision,  there  is  no  ques- 
tion but  that  the  wide  difference  of  opinion,  not  only  between 
claimants  and  claim  officers,  but  among  claimants  themselves 
and  among  claim  officers  themselves,  has  resulted  in  an  unsettled 
situation  that  is  causing  no  end  of  controversies  and  is  retard- 
ing the  prompt  settlement  of  claims  in  many  cases. 

In  my  judgment,  the  most  important  factor  in  bringing  about 
the  prompt  settlement  of  a  claim  is  its  preparation  by  the  claim- 
ant before  presenting  it  to  the  claim  agent.  In  our  claim  pre- 
vention work  we  have  always  tried  to  impress  on  our  forward- 
ing freight  stations  that  a  package  properly  marked,  loaded  into 
the  correct  car,  and  well  stowed,  is  three-fourths  of  its  way  to 
destination;  and  this  same  theory  holds  good  as  well  to  the 
claim  that  is  correctly  based,  fully  supported  with  all  necessary 
documents  and  presented  with  a  full  explanation  of  the  facts 
in  connection  therewith.  Such  a  claim  is  three-fourths  investi- 
gated when  presented. 

To  explain  somewhat  more  in  detail  what  a  claim  office  re- 
quires in  the  shape  of  proof  of  loss  or  damage,  supporting  docu- 
ments, etc.,  in  order  to  expedite  the  handling  of  a  claim  toward 
prompt  adjustment,  I  would  make  the  following  suggestions: 
Where  claim  is  for  the  loss  of  an  entire  package,  sufficient 
time  should  be  permitted  to  elapse  before  filing  such  a  claim,  to 
permit  the  shipment  to  reach  its  destination;  or  where  a  part 
of  a  shipment  has  arrived  and  a  part  checked  short,  a  sufficient 
period  of  time  should  be  permitted  to  elapse  to  permit  the 
articles  that  are  short  to  reach  destination  astray.  The  question 
of  how  long  a  period  should  be  permitted  to  elapse  before  filing 
claim  is,  of  course,  governed  largely  by  the  distance  the  ship- 
ment moves  and,  in  any  event,  there  should  be  a  period  of  from 
ten  days  to  two  weeks  longer  than  the  ordinary  time  consumed, 
in  order  to  prevent  the  filing  of  a  claim  for  shortage  where  it 
is  simply  a  case  of  delay  in  transit  rather  than  loss.  Where  the 
claiming  is  depending  on  his  customer  for  information  regarding 
the  loss  of  a  package,  it  is  a  further  safeguard  to  suggest  to  him 
that  inquiry  be  made  of  all  lines  serving  his  town,  as  frequently 
a  shipment  is  short  on  revenue  billing  on  one  line,  but  is  on 
hand  covered  by  astray  billing  with  another  line.  If,  however, 
no  trace  of  the  missing  shipment  can  be  found,  and  if  consignee 
has  made  thorough  inquiry,  a  claim  for  such  loss  is  in  order 
and  the  documents  necessary  in  support  of  such  a  claim  are 
the  original  bill  of  lading  (or,  in  its  absence,  an  indemnity 
bond,  protecting  carrier  against  its  being  used  by  unauthorized 
parties  for  claim  purposes),  the  original  paid  freight  bill  to- 
gether with  proper  evidence  of  the  value  of  the  shipment  for 
which  claim  is  filed.  Ordinarily  a  certified  copy  of  invoice  or 
that  portion  of  the  invoice  covering  the  loss  is  the  best  evidence 
of  such  value.  Where  only  a  portion  of  the  shipment  is  short 
freight  bill  sould  bear  the  notation,  signed  by  the  destination 
?ent,  verifying  the  fact  that  shortage  exists.  When  the  entire 
shipment  is  short  and  consequently  on  that  account  he  has  not 
paid  the  freight  and  he  has  no  destination  freight  bill  it  will 
expedite  the  settlement  of  the  claim  if  consignee  secures  from 
destination  agent  reference  to  the  billing,  together  with  des- 
tination agent's  certificate  of  shortage.  If  a  claim  of  this  nature 
presented  by  the  shipper,  it  is  best  to  file  such  a  claim 
the  local  agent  at  shipping  point.  The  local  agent  is 
thereby  enabled  to  attach  to  the  papers  a  copy  of  his  waybill 
ether  with  a  full  record  of  loading,  before  sending  the  claim 
the  claim  department.  This  action  saves  one  move  on  the 
shortens  the  time  required  for  investigation  just  that 

Where  a  claim  is  for  damage  or  pilferage  from  a  package 
P   neccBsary    supporting    documents   are    the   original   bill    of 

™"  f  Ji°»h,    wn  °f  'nc!einnity  ln  lieu  ^ereof)   and  the  destina- 
frelght   bill,   which   should   In  every   case  bear  a  notation 
by   destination    agent,   indicating   clearly   the   extent   of 
the  damage  or  pilferage  in  detail.     To  these  documents  claim- 
ant should  attach  a  bill  for  damage  indicating  the  ™xact  extent 
>    same,  and  support   such  bill  by  some  evidence  of  the  value 
the   property,  prdinarily   a   certified   copy   of   the   invoice    a 


certified  copy  of  bill  for  repairs,  or,  in  the  event  the  damaged 
property  has  been  disposed  of  in  its  damaged  condition  for  less 
than  its  value  in  good  condition,  a  certified  statement  indicating 
what  the  value  was  in  good  condition  and  the  amount  received 
from  the  same  in  its  damaged  condition.  In  short,  where  dam- 
age is  claimed,  the  claimant  should  endeavor  to  explain  as 
clairly  as  it  is  possible  to  do  so  the  extent  of  the  damage  and 
just  how  the  amount  he  claims  is  arrived  at.  The  thought 
should  be  kept  in  mind  always  by  any  person  or  firm  presenting 
a  claim  for  loss  or  damage,  that,  if  it  is  possible  to  do  so,  it 
should  be  presented  that  no  further  correspondence  may  be 
necessary;  where  this  is  done  the  adjustment  of  the  claim  is 
ordinarily  accomplished  within  a  short  period  of  time  after  its 
receipt  by  the  claim  department.  On  the  other  hand,  if  it  is 
necessary  to  start  a  correspondence  file  by  the  claim  investi- 
gator, the  claim  is  frequently  delayed  on  account  of  the  inability 
of  the  claim  agent  to  obtain  intelligent  information  from  the 
shipper  or  consignee,  as  the  case  may  be. 

We  find  that,  ordinarily,  the  person  not  interested  financially 
in  the  claim  is  very  little  interested  in  furnising  needed  in- 
formation and  in  many  instances  it  is  an  impossibility  to  secure 
even  a  reply  to  our  repeated  inquiries.  Where  any  considerable 
investigation  is  necessary  before  claim  is  adjusted  with  claim- 
ant a  delay  in  settlement  of  from  thirty  to  ninety  days  is  not  an 
unreasonable  length  of  time,  when  we  consider  the  sources  from 
which  it  is  necessary  to  obtain  the  necessary  information,  and 
this  should  have  consideration  before  any  criticism  is  directed 
at  the  claim  office  for  its  apparent  inability  to  close  the  matter 
up  within  a  few  days. 

As  an  illustration:  In  a  claim  for  loss  of  an  entire  ship- 
ment, where  filed  by  the  consignee  at  destination  and  supported 
only  by  the  original  bill  of  lading  with  no  destination  freight 
bill  and  with  no  billing  reference  having  been  obtained  from 
the  destination  agent,  it  is  necessary  to  start  by  taking  the 
matter  up  with  the  agent  at  point  of  origin,  frequently  a  station 
on  another  line,  to  obtain  his  billing  reference  and  loading  rec- 
ord. It  is  then  frequently  necessary  to  follow  the  shipment 
through  the  intermediate  junction  points,  especially  where  it  has 
been  rebilled  in  transit,  and  investigation  of  this  character  will 
easily  consume  from  thirty  to  ninety  days,  and  then,  perhaps, 
insufficient  evidence  is  accumulated  to  warrant  the  payment  of 
the  claim. 

These  are  the  general  principles  governing  the  proper  pres- 
entation of  ordinary  claims  for  loss  and  damage  and,  as  indi- 
cated above,  the  prompt  adjustment  by  the  claim  office  is  gov- 
erned largely  by  whether  these  principles  are  followed  or  not. 

There  is  some  difference  of  opinion  as  to  whether  claims 
should  be  presented  through  the  local  agent  at  the  point  where 
claimant  is  situated  or  mailed  direct  by  claimant  to  the  general 
claim  office.  Personally,  I  much  prefer  having  the  claim  come 
to  me  through  our  local  agent.  It  not  only  saves  us  making  an 
additional  move,  but  it  keeps  the  local  agent  in  touch  with  the 
claim  situation  at  his  station  and,  if  he  is  alive  to  his  responsi- 
bilities, he  will  give  the  claim  agent  a  great  deal  of  information 
in  forwarding  the  claim  to  him  that  is  always  made  good  use 
of  in  bringing  the  matter  to  a  conclusion. 


PER  DIEM  AGREEMENT 

The   Traffic   World   Washington  Bureau 

W.  L.  Barnes,  executive  manager  of  the  car  service  division 
of  the  American  Railway  Association,  has  sent  the  following 
message  to  railroads: 

"Although  information  received  indicates  common  under- 
standing as  to  meaning  and  intent  car  service  rules,  many  rail- 
roads, subscribers  to  car  service  and  per  diem  agreement  of 
March  1,  1920,  are  applying  restrictions  which  are  contrary  to 
these  rules.  Under  existing  car  surplus  conditions  the  outstand- 
ing features  of  present  code  are  rule  1  and  sections  D  and  E 
of  rule  3,  which  latter  are  substitute  for  old  home  route  ar- 
rangement. Waste  by  empty  mileage  and  per  diem  expense 
under  present  rule  is  small  compared  with  that  under  home 
route  rule  during  previous  periods  surplus,  and  much  expense 
incident  to  operation  under  home  route  rule  is  obivated.  Situa- 
tion has  reached  point  where  railroad  executives  should,  in  full 
accord  with  adopted  resolutions,  instruct  officials  charged  with 
car  handling  that  existing  rules  must  be  followed  and  obliga- 
tions assumed  as  provided  therein.  Car  Service  Division  Cir- 
cular 96  explains  definitely  what  must  be  done  to  properly  dis- 
pose of  surplus  cars  with  minimum  expense.  Where  empty  cars 
properly  tendered  under  car  service  rules  and  instructions  of 
car  service  division  are  refused,  holding  road  should  make  local 
offering  report  necessary  to  establish  reclaim  under  Per  Diem 
Rule  15.  Any  outstanding  restrictions  contrary  hereto  must  be 
withdrawn." 


T.  &  O.  C.  NOTE 

The   Toledo    &    Ohio   Central   has    been   authorized   by    the 
™f  °n    v,  issue  a  ten-vear  6  per  cent  promissory  note  for 
4  000  Payable  to  the  New  York  Central,  the  proceeds  to  be 
sed  for  additions  and  betterments  to  roadway  and  structures 
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Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporter!  and  Digest*  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


Suits  Against  Carriers  Under  Federal  Control: 

(Conn  of  Civil  Appeals  of  Texas.)  The  order  of  the  Dl- 
neral  of  Railroads  that  suits  against  carriers  while 
under  federal  control  be  brought  in  the  county  or  district  where 
lilaintiff  resided,  or  the  cause  of  action  accrued,  is  contrary  to 
the  act  of  Congress  (U.  S.  Comp.  St.  1918,  U.  S.  Comp.  St. 
Ann.  Supp.  1919,  3115%h-3115%J)  providing  that  actions  may 
be  brought  "as  now  provided  by  law." — Pullman  Co.  et  al.  VB. 
Uribe,  225  S.  W.  Kept.  189. 

(Court  of  Civil  Appeals  of  Texas,  Dallas.)  The  Director- 
Oeiieral  of  Railroads  cannot  complain  of  a  judgment  because 
ii  provides  for  execution  against  the  railroad  or  the  receiver  In 
the  railroad  property  is  returned  to  them,  though  they 
were  not  parties  to  the  action,  since  those  provisions  of  the 
iudunient,  if  unauthorized,  are  void  and  do  not  affect  its  validity 

gainst  the  Director-General. — Hines,  Director-General  of  Rail- 
roads, vs.  Robey,  225  S.  W.  Rept.  201. 

(Supreme  Court  of  North  Dakota.)  Where  a  shipper  sus- 
tained loss  or  damage  to  freight  carried  over  a  railroad  during 

period  of  federal  control,  the  railway  company  Is  not  liable. 
Mon-ell  vs.  Northern  Pac.  Ry.  Co.  et  al.,  179  N.  W.  Rept.  922. 

Where  no  motion  for  dismissal  as  to  the  railway  company 
was  made  until  the  close  of  the  plaintiff's  case,  and  where  no 

s  appear  in  the  record  showing  that  the  defendant  Railroad 
Administration  was  denied  a  fair  trial  by  reason  of  the  joinder 
of  the  railway  company  as  defendant,  failure  to  dismiss  the 
action  as  to  the  railway  company  is  not  prejudicial  error  re- 
quiring  a  reversal  as  to  the  federal  Railroad  Administration. — 
Ibid. 

Carrier  May  Grant  Cab  and  Baggagemen   Exclusive  Privilege  at 
Station: 

(Supreme   Court   of  Kansas.)     A   railway  company   by   con- 

t  may  grant  to  a  firm  of  cab  and  baggage  men  an  exclusive 
privilege  to  board  its  passenger  trains  to  solicit  the  patronage 
of  passengers  and  to  arrange  for  their  safe  and  expeditious 
transportation  to  other  railroad  stations,  and  may  also  grant  to 
such  firm  an  exclusive  right  to  stand  its  vehicles  on  a  portion 
of  the  property  owned  by  the  railway  company,  when  the  space 
so  granted  is  not  required  for  the  necessary  and  convenient  use 
of  the  public  having  business  with  the  railway  company,  and,  in 
the  absence  of  valid  statutory  authority,  a  city  may  not  author- 
its  police  officers  to  interfere  with  the  reasonable  exercise 
of  the  exclusive  privileges  so  granted— Missouri  Pac.  R.  Co.  vs. 
Kohler  et  al.,  193  Pac.  Rept.  323. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National   Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul.  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR   INJURY  TO  GOODS 
Filing  of  Claim: 

(Court  of  Appeals  of  Georgia,   Division   No.   2.)     In  a  con- 
•iee'8  action  against  an  express  company  for  non-delivery  of 
goods,  held,  waiver  of  a   condition  in  its  receipt  requiring  the 
filing  of  a  claim  for  lost  goods  within  four  months  after  a  rea- 
sonable time  for  delivery  had  elapsed  and  what  was  a  reason- 
able   time   for   filing   claim,   were   for   the   jury.— American   Ry. 
Express  Co.  vs.  J.  T.  Bothwell  Grocery  Co.,  104  S.  E.  Rept.  644. 
Delivery  of   Diverted   Shipment  to   Original   Consignee's  Conver- 
sion: 

(Supreme  Court  of  Iowa.)  Where  a  shipper  attempted  to 
divert  a  shipment  to  a  different  destination,  and  received  a  new 
bill  of  lading,  it  was  a  conversion  of  the  property  for  the  carrier, 
•lirough  a  mistake  for  which  it  was  responsible,  to  carry  the 
shipment  to  the  original  destination  and  deliver  it  to  the  con- 
nee  named  in  the  first  bill  of  lading.— Keota  Produce  Co.  vs. 
'•hicago,  R.  I.  &  P.  R.  Co.,  179  N.  W.  Rept.  834. 

Measure  of  Damages: 

The  measure  of  damages  for  the  conversion  of  a  shipment 
by  a  carrier  is  the  market  value  at  the  place  of  destintlon  named 
in  the  bill  of  lading,  with  interest,  less  cost  of  transportation.— 
Ibid. 

In  case  of  conversion  by  a  carrier  by  delivering  to  the  wrong 
P"fKon,  payment  to  the  owner  by  such  person  may  be  shown 


In   mitigation   and   the  amount  actually   received   by  the  own«-r 
should  be  deducted. — Ibid. 

Where  a  shipper  of  eggs,  billed  to  New  York,  attempt'-*! 
to  divert  them  to  Chicago  for  "short-held  storage,"  but  the  car- 
rier was  not  Informed  as  to  I  he  length  of  the  storage,  the  profit* 
which  might  have  been  made  by  holding  the  egg»  for  five  week* 
could  not  be  recovered  as  damages  for  the  carrier's  delivery 
of  the  shipment  to  the  original  consignee,  such  profits  being 
speculative  and  uncertain. — Ibid. 
Carrier  Liable — Failure  to  Stop  Car  for  Inspection: 

(Supreme  Court  of  Kansas.)  The  plaintiff  bought  a  car  of 
corn  of  a  certain  grade,  and,  according  to  directions,  it  was 
shipped  by  the  seller  over  defendants'  railroad  to  a  destination 
in  another  state  upon  the  stipulated  condition  that  the  railroad 
company  should  stop  the  car  at  a  stated  point  near  the  origin 
of  shipment  for  Inspection.  Plaintiff  sold  the  car  to  another 
dealer  on  the  basis  of  such  inspection,  and  his  vendee  In  turn 
sold  it. to  a  dealer  at  the  destination  of  the  shipment  on  the 
same  basis.  The  railroad  company  failed  to  stop  the  car  for 
inspection,  and,  learning  of  this  failure,  plaintiff's  vendee  de- 
manded and  received  from  plaintiff  the  price  it  had  paid  for 
the  corn.  The  railroad  company  carried  the  corn  to  destination 
without  delay,  and  It  was  there  found  to  have  heated  and  de- 
teriorated in  transit.  It  was  in  good  condition  and  of  the  con- 
tract grade  when  it  reached  the  place  of  inspection.  The  vendee 
at  destination  refused  to  receive  the  corn  because  of  Its  con- 
dition, and  it  was  there  sold  by  plaintiff  at  a  reduced  price. 
Plaintiff  sued  the  railroad  company  to  recover  the  difference  be- 
tween the  reduced  price  and  that  which  it  had  paid  for  the 
corn.  Held,  that  the  plaintiff's  loss  was  the  direct  and  proxi- 
mate result  of  defendant's  breach  of  its  contract  to  stop  the 
car  for  inspection. — Bruce  Bros.  Grain  Co.  vs.  Hines,  Director- 
General  of  Railroads,  et  al.,  193  Pac.  Rept.  339. 

TRANSPORTATION   AND   DELIVERY   BY  CARRIER 

Action  for  Loss  of  Baggage  Transitory: 

(Court  of  Civil  Appeals  of  Texas.)  A  passenger's  action 
for  money  stolen  from  his  suitcase  while  riding  in  a  Pullman 
car  is  transitory,  and  maintainable  wherever  a  court  may  be 
found  having  jurisdiction  of  the  parties  and  the  subject  matter. 
— Pullman  Co.  et  al.  vs.  Uribe,  225  S.  W.  Rept.  189. 
Liability  of  Carrier  for  Money  Stolen  from  Baggage: 

A  carrier's  liability  for  the  loss  of  baggage  is  not  limited 
to  such  personal  effects  as  passenger  may  reasonably  need  for 
his  personal  use,  where  the  carrier's  porter  took  possession  of 
the  baggage  and   purloined  -money  therefrom. — Ibid. 
Liability  for  Baggage: 

(Court  of  Civil  Appeals  of  Texas,  Dallas.)  Where  a  pas- 
senger, after  his  arrival  at  his  destination,  saw  that  his  trunk 
had  been  left  in  a  place  where  it  would  be  damaged  by  a  rain 
which  was  then  threatening,  and  moved  the  trunk  from  the 
place  it  had  been  left  by  the  railway  employes  to  the  station 
platform,  that  fact  did  not  establish  a  delivery  of  the  trunk  to 
the  passenger,  and  did  not  relieve  the  carrier  of  liability  for 
its  subsequent  care. — Hines,  Director-General  of  Railroads,  vs. 
Robey,  225  S.  W.  Rept.  201. 

In  an  action  for  loss  of  plaintiff's  trunk,  which  he  did  not 
call  for  until  21  hours  after  its  arrival,  evidence  of  the  precau- 
tions taken  by  the  carrier  to  protect  the  baggage  at  its  station 
during  that  time  held  not  to  show  as  a  matter  of  law  that  the 
carrier  was  guilty  of  no  negligence,  and  therefore  not  to  entitle 
it  to  a  directed  verdict,  though  it  was  liable  only  as  warehouse- 
man.— Ibid. 

BILLS  OF  LADING 

For  of  Bill,  as  Indicating  Title,  Not  Conclusive: 

(Supreme  Court  of  Minnesota.)     The  rule  that  the  form  in 
which  a  bill  of  lading  is  taken  is  indicative  of  the  title  to  the 
goods   is  not   conclusive. — Banik  vs.   Chicago,   M.   &   St.   P.   Ry. 
Co.,  179  N.  W.  Rept.  899. 
Carrier   Not   Liable  for   Delivery  to   Owner   Without  Taking    Up 

Order  Bill: 

Where  a  carrier  delivers  the  goods  to  the  true  owner,  but 
fails  to  take  up  an  order  bill  of  lading  issued  to  and  retained 
by  the  shipper,  it  is  not  liable  in  an  action  of  conversion  brought 
by  the  shipper. — Ibid. 

By  the  federal  bills  of  lading  act,  chapter  415,  39  U.  S.  Stat. 
at  Large,  538  (U.  S.  Comp.  St.  8604aaa-8604w),  Congress  has 
recognized  the  right  of  a  carrier  transporting  goods  in  inter- 
state commerce  to  deliver  them  to  the  true  owner  and  to  make 
such  delivery  a  complete  defense  to  an  action  by  the  holder  of 
an  order  bill  of  lading  to  recover  damages  for  a  failure  to  de- 
liver the  goods  to  him. — Ibid. 

CARRIAGE   OF   LIVE   STOCK 

Federal   Decisions  Control  as  to  Interstate  Shipments: 

(Kansas  City  Court  of  Appeals,  Missouri.)     Liability  for  de- 
lay of  interstate  shipment   is   governed   by  rule  of  decision   in 
the  federal  courts. — Miller  &  Quincy  vs.  O.  &  K.  C.  R.  Co.,  225 
S.  W.  Rept.  116. 
Liability  for  Delay: 

Before  carrier  can  be  held  liable  for  delay  of  interstate  ship- 
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nifiit,   shi;  per   must   show   negligence   or   some   other   fault   on 
carrier's  part. — Ibid. 

Where  connecting  carrier  refused  to  deliver  interstate  ship- 
ment of  sheep  from  Missouri  at  Chicago,  because  the  stock- 
yards there  had  issued  an  embargo  against  Missouri  sheep  on 
account  of  rumor  of  foot  and  mouth  disease,  which  embargo 
was  not  a  legal  quarantine  in  sense  of  being  ordered  by  the 
government,  initial  carrier  was  technically  liable  for  the  delay. — 
Ibid. 

Where  connecting  carrier,  on  strength  of  an  embargo  issued 
by  the  Chicago  stockyards,  held  an  interstate  shipment  within 
the  embargo  at  an  intermediate  point  and  there  unloaded  them, 
no  substantial  damages  could  be  recovered  against  the  initial 
carrier  for  refusal  to  go  on  to  Chicago,  whereby  the  cattle 
decreased  in  weight  by 'the  delay,  the  evidence  showing  that 
there  were  no  facilities  for  unloading  at  any  other  place  than 
the  stockyards,  and  that  the  embargo  forbade  even  unloading 
at  stockyards. — Ibid. 

An  initial  carrier  of  interstate  shipment  is  liable  under  the 
Carmack  amendment  (U.  S.  Comp.  St.  8604a,  8604aa)  for  delay 
in  transit  on  other  line  of  connecting  carrier  to  a  different  des- 
tination, consented  to  by  shipper  on  refusal  of  connecting  carrier 
to  proceed  to  original  destination  because  of  a  non-legal  embargo 
issued  by  the  stockyards  at  destination. — Ibid. 
Evidence: 

In  action  for  depreciation  in  weight  of  interstate  shipment 
of  sheep,  admission  in  evidence  of  "account  of  sales"  which 
plaintiff  received  for  sale  of  his  sheep  at  destination  without 
proof  that  it  correctly  showed  such  sales,  was  error. — Ibid. 

In  action  against  initial  carrier  for  delay  in  interstate  ship- 
ment which  had  been  rerouted  to  another  destination,  evidence 
of  a  promise  of  a  "passenger  run"  over  the  new  route  held  in- 
admissible.— Ibid. 

In  an  action  against  an  initial  carrier  for  delay  in  transit 
of  interstate  shipment,  evidence  that  conductor  fretted  at  engi- 
neer for  lack  of  speed  without  apparent  cause  was  admissible. 
—Ibid. 

Liability  of  Initial  Carrier  for  Failure  of  Connection  to  Feed  and 
Water: 

An  initial  carrier  of  interstate  shipment  of  sheep  is  liable 
under  the  Carmack  amendment  (U.  S.  Comp.  St.  8604a,  8604aa) 
for  failure  of  the  connecting  carrier  to  properly  feed  and  water 
at  intermediate  point,  though,  by  reason  of  stockyards'  embargo 
at  destination,  shipment  could  not  be  unloaded  at  destination, 
and  for  that  reason  was  held  at  intermediate  point. — Ibid. 
Notice  of  Claim: 

(Supreme  Court  of  North  Dakota.)  The  provision  in  a  ship- 
ping contract  which  requires  the  shipper,  as  a  condition  prece- 
dent to  the  right  to  recover  damages  for  delay  in  transit  or  for 
loss  or  injury  to  the  stock,  to  give  notice  in  writing  of  his  claim 
to  some  officer  or  station  agent  of  the  defendant  "within  ninety 
days  after  delivery  of  such  stock  at  destination"  is  not  applica- 
ble where  it  appears  that  the  stock  was  never  delivered  at  des- 
tination and  the  damages  claimed  are  based  upon  its  non- 
delivery. Section  8604a,  Comp.  St.  U.  S.— Morrell  vs.  Northern 
Pac.  Ry.  Co.  et  al.,  179  N.  W.  Kept.  922. 
Liability  for  Non-delivery: 

Where  the  agent  of  a  carrier  knows  that  neither  the  plain- 
tiff nor  any  agent  of  his  is  accompanying  live  stock  being  trans- 
ported by  it,  its  liability  for  non-delivery  is  not  qualified  by 
provisions  in  the  contract  which  recite  that  the  shipper  will 
care  for  the  stock  and  furnish  attendants.— Ibid. 

Where  the  plaintiff  proved  delivery  of  live  stock  to  the  de- 
fendants and  its  non-delivery  to  the  consignee,  also  the  delivery 
of  other  and  inferior  stock  as  in  purported  fulfillment  of  the 
shipping  contract,  a  presumption  of  negligence  arose,  which, 
being  unrebutted,  entitled  the  plaintiff  to  a  recovery. — Ibid. 

It  was  not  error  to  refuse  an  instruction  that  the  defendants 
under  their  shipping  contract  were  only  liable  for  negligeice, 
vhere  no  evidence  had  been  introduced  to  overcome  plaintiff's 
prima  facie  case  or  to  warrant  a  finding  by  the  jury  that  the 
defendants  were  not  negligent.— Ibid. 
Measure  of  Damages: 

Where  the  testimony  concerning  the  value  of  cattle  at  Kill- 
D..  is  shown  to  have  been  based  upon  a  knowledge  of 
the  Chicago  market,  it  was  not  error  to  admit  testimony  of  the 
'alue  at  Killdeer,  though  the  damages  are  properly  measured 
by  the  value  at  Chicago.— Ibid. 
Liability  of  Road  Under  Federal  Control: 

Where  a  shipper  sustained  loss  or  damage  to  freight  car- 
el   over  a  railroad   during  the  period   of  federal   control    the 
(1   company  is  not  liable— Ibid 

.motion  for  dismissal  as  to  the  railway  company 

?ir  in  th      cloBe,of1.th«  Plaintiff's  case,  and  where  no 

the  record  showing  that  the  defendant  Railroad 

n  was  denied  a  fair  trial  by  reason  of  the  joinder 

railway   company   as   defendant,   failure   to   dismiss   the 

™irailr<;adthcompry  ls  "ot  BASKS  S 

1  as  to  the  federal  Railroad  Administration.- 


Pleading: 

In  an  action  brought  against  a  carrier  to  recover  damages 
for  the  failure  to  deliver  to  the  consignee  at  Chicago  certain 
live  stock  which  the  plaintiff  loaded  for  shipment  at  Killdeer. 
N.  D.,  where  the  evidence  showed  that  the  cattle  delivered  were 
not  the  cattle  originally  loaded,  but  were  of  inferior  grade  and 
less  valuable,  the  defendants  introduced  no  evidence,  It  is  held: 
Where  the  complaint  recites  delivery  to  the  defendants  under 
a  contract,  shipping  receipt,  or  bill  of  lading,  but  does  not 
allege  the  failure  of  the  defendants  to  deliver  as  a  breach  of 
the  shipping  contract,  and  the  defendants  plead  the  shipping 
contract  in  their  answer,  the  omission,  if  any,  of  allegations 
showing  reliance  upon  a  special  shipping  contract  is  cured  by 
the  answer. — Ibid. 


CLASSIFICATION  CHANGES 

The  National  Industrial  Traffic  League,  in  a  circular  to 
members,  says: 

"The  shipping  public  has  viewed  with  misgivings  the  many 
changes  in  classification  ratings  resulting  in  material  increases. 
Recently,  however,  assurances  have  been  given  the  shipping 
public  that  no  further  changes  would  he  made  by  the  Consoli- 
dated Classification  Committee  without  the  definite  approval  of 
its  executive  Committee,  and  that  the  Consolidated  Classifica- 
tion Committee  would  proceed  to  handle  in  the  regular  way, 
applications  from  shippers.,  including  such  other  items  as  may 
be  affected  by  changes  resulting  from  conferences  with  the  ship- 
ping public. 

"This  particular  subject  was  mentioned  by  Lewis  J.  Spence, 
director  of  traffic  of  the  Southern  Pacific  Company,  in  his  ad- 
dress at  the  annual  dinner  of  the  League,  at  New  York,  Novem- 
ber 18.  Further  confirmation  of  this  change  in  policy  of  the 
Consolidated  Classification  Committee  is  indicated  in  correspond- 
ence which  has  passed  between  T.  C.  Powell,  chairman  of  the 
executive  committee  of  the  Consolidated  Classification  Commit- 
tee, and  Secretary  McGinty,  of  the  Interstate  Commerce  Commis- 
sion, under  date  of  November  4.  For  the  information  of  mem- 
bers, Mr.  Powell's  letter  of  November  4,  above  referred  to,  also 
Secretary  McGinty's  reply  of  November  17,  and  Mr.  Powell's  let- 
ter to  President  Chandler  under  date  of  November  27,  are  quoted 
herein." 

Mr.  Powell's  letter  to  Mr.  Chandler  was  as  follows: 

Asua  "Latter  °f  information,   although   it  may  have   reached   you 
through    other    channels,    I    beg-    to    enclose    a    copy    of    mv    letter    of 

mlnfof  November  nthetary   McGinty'    and    co™    °f    his    acknowledg- 

The  Members  of  the  Executive  Committee,  whom  I  was  able  to 

reach,   have  approved  Mr.   McGinty's  suggestion  and  I  am    therefore, 

enclosing  these  copies  for  such  distribution  as  you  may  feel  it  proper 

Mr.  Powell's  letter  to  Mr.  McGinty  follows: 

Septembe?  lif^    l°   ™y    le"er    °f    August    20    and    >'our    comment    of 

Although   the   Executive   Committee   of  the    Consolidated   Classifi- 

cation had  contemplated   proceeding  along   lines   of  my   letter   to   you 

August   20     subsequent   developments   suggest    the    advisability   of 

nn  the  n      with   considerable   caution   to   avoid   any   misunderstanding 

on  the  part  of  the  shipping  public  and.  therefore,  with  the  concurrence 

SnHnn  ,,Int.efrstate    Commerce    Commission    it   was    decided    to    suspend 

action  on  items  in  Appendix  6  as  a  whole. 

This  decision  had  the  effect  of  suspending  action  on  a  number  of 
Commit  hdMbeen,.broll8rht  to  the  attention  of  the  Classification 
:T,?im  c,.  y  the  shippers,  and  without  any  connection  with  An- 
Sfh«?'  th  £aS'  f^r(ifTV,,been  dec.ided  by  the  Executive  Commit- 
tee that  the  Consolidated  Classification  Committee  shall  proceed  to 
o?  whinh"™  e  hegUlaK  way'  aPP'ications  from  shippers  now  on  file. 
wn,n?  v,  wy  t  5  ?ubse<luently  filed,  including  such  other  items  as 
the  shippina"pCubHc  chanfres  resulting  from  said  conferences  with 

t  ?he/°?nn«!iiV?0JeoihOW-«Ve''-.  no  further  changes  should  be  made 
-?ni>rn™i  ?  til  £  Classification  Committee  without  the  definite 
h  f  ft  e  Exec"tive  Committee  of  a  plan  of  procedure,  and 
n  ,A  further  °r°Y'f,°  that  the  Consolidated  Classification  Conimit- 
?w£eedT  W'th  ST-^  cautipn  .to  a™id  misapprehension  of  the 
i  }l  J  am  advising  this,  in  line  with  the  purpose  of  the 
.,  »nS-°  ?  Executive  Committee,  to  keep  the  Commission  posted 
a.,  to  all  important  matters  relating  to  Consolidated  Classification  and 
the  general  question  of  unifying  classification  ratings. 

Mr.  McGinty's  letter  to  Mr.  Powell  follows: 


ie 

hit  ren 
i^  with  ca 


,  of  your  Ietter  of  th«  «h  instant, 

ion       erC6v,  tO  yOUr  letter  of  August  20.  and   advising 
=,P,  t          hfaVe  s"fr*e/te,d  the  advisability  of  proceed- 
S^cSSSSS1MLClMldllCatton-     The   contents  of 
itself  as  to  whether  you   have   given  con- 


L.    E.   &   W.    NOTE 

The  Lake  Erie  &  Western  has  been  authorized  bv  the  Com- 

To  thTn  H  1STt£  te°-year  Promissory  note  for  $609,000  payable 

or  add?±,r       H  x  I?™  York  Centra1'  the  Proceeds  to  be  used! 

equipment  betterments  to  roadway  and  structures  and  to 
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CONGRESSMAN  LAMBASTS  RAILROADS 

The   Traffic  World    Washington   liureau 

Representative  Huddleston,  Democrat,  of  Birmingham,  Ala., 
took  up  thr  cudgel  In  behalf  of  the  organized  railroad  shop  em- 
ployes in  an  address  in  the  House,  December  31,  attacking  the 
i  rans  port  a  tii 'ii  act  and  commending  President  Wilson  for  his 
veto  of  the  bill  extending  the  effective  date  of  Section  10  of  the 
Clayton  anti-trust  act. 

Throughout  his  speech,  Mr.  Huddleston  referred  to  the 
transportation  act  as  providing  for  "6%  per  cent  net  earnings" 
to  the  railroads.  The  act  provides  for  a  maximum  of  6  per  cent. 

"The  opportunities  which  the  Esch-Cummins  railroad  act 
es  to  the  crooked  manipulators  of  the  railroads  to  plunder 
the  public  become  more  manifest  every  day,"  said  he.  "Even 
tin1  credulous  gentlemen  who  allowed  themselves  to  be  per- 
suaded into  supporting  the  bill  are  now  beginning  to  find  out 
that,  they  are  deceived  by  the  railroad  lobbyists  and  their  astute 
lawyers.  Those  who  opposed  the  measure  find  all  their  fears 
verified  and  see  new  perils  for  the  future. 

"The  lobby  behind  the  railroad  legislation  enacted  in  the 
spring  of  1920  was  the  most  powerful  ever  assembled  in  Wash- 
ington. It  had  all  the  sinews  of  war,  mojiey,  prestige,  Influence, 
and  the  best  brains  purchasable  on  the  market.  It  finally  suc- 
ceeded in  forcing  upon  the  people  a  measure  of  tremendous  con- 
sequence and  far-reaching  importance.  The  lobby  won  for  the 
financiers  who  use  the  railroads  as  their  playthings  advantages 
which  the  public  had  never  dreamed  of  giving  and  which  even 
the  imagination  finds  it  difficult  to  grasp.  All  this  is  being  dis- 
closed day  by  day  as  the  victors  reach  out  to  grasp  their  spoils. 

"The  eyes  of  the  people  are  being  opened  at  last.    They  are 

iiig   now   what   they   should   have   seen   months   ago.     Their 

armiT  rises  as  they  become  enlightened,  and  it  may  yet  transpire 

iliat    they   will    be    fully   roused    before    it   is   too   late   to   take 

vengeance. 

"The  power  of  the  interests  behind  the  railroads  is  over- 
whelming. They  are  able  to  mold  and  control  public  opinion 
at  will.  At  a  sign  from  them  the  presses  of  great  newspapers 
change  stroke,  the  channels  of  public  information  are  blocked, 
criticism  is  silenced,  and  bandages  are  placed  upon  the  eyes  of 
the  people.  Dealing  with  the  great  selfish  interests  we  are  con- 
fronted not  only  by  railroad  officials  and  manipulators  but  with 
captains  of  industry  and  finance,  capitalists,  and,  after  them, 
with  civic  bodies  and  with  wealth  and  property  interests  with 
lines  running  from  the  heart  of  Wall  Street  throughout  Ameri- 
can business  life  down  to  the  shareholder  of  the  country  bank." 

Huddleston  declared  the  transportation  act  left  "the  door 
wide  open  for  recklessness,  bad  judgment  and  even  actual  dis- 
honesty. A  railroad  is  entitled  to  its  6%  per  cent  net  no  matter 
how  extravagant  the  salaries  of  its  officials  may  be  nor  what 
waste  or  incapacity  they  may  be  guilty  of.  They  may  wantonly 
waste  the  railroads'  money,  yet  they  are  entitled  to  demand 
rates  to  meet  the  very  waste  at  which  they  have  connived." 

He  further  charged  that  the  railroad  financiers  had  en- 
tered upon  a  course  of  "deliberate  waste"  in  letting  repair  con- 
tracts to  outside  shops.  He  said  more  than  twenty  roads,  in- 
cluding the  Pennsylvania,  New  York  Central  and  "North  West- 
ern." had  let  out  repair  work  instead  of  doing  it  themselves, 
with  the  result  that  the  contract  price  is  from  three  to  five 
times  what  it  would  cost  the  railroads  to  do  the  work  in  their 
own  shops.  He  said  the  Erie  had  let  its  work  out  on  the 
"notorious  cost-plus  basis." 

"It  is  estimated  that  repair  costs  for  all  the  railroad  sys- 
tems of  the  United  States  aggregate  about  $500,000,000  annually," 
he  continued.  "If  this  work  were  all  done  in  contract  shops  at 
similar  expense  to  the  contracts  I  have  mentioned,  the  annual 
waste  resulting  will  be  over  $500,000,000.  This  will  cost  the 
railroads  nothing,  for  they  may  increase  their  rates  to  absorb 
it  and  still  get  their  6%  per  cent  net.  But  it.  will  be  added  to  the 
rates  that  the  people  must  pay.  It  may  easily  transpire  that  the 
railroads  waste  on  repairs  more  than  a  billion  dollars  a  year, 
to  be  added  to  the  already  crushing  transportation  burdens  rest- 
ing upon  the  people. 

"Yesterday  the  President  vetoed  Senate  bill  4526,  which  had 
for  its  purpose  the  further  postponement  of  the  effective  date 
of  section  10  of  the  Clayton  Antitrust  Act.  The  great  import- 
ance of  the  President's  action  may  not  be  appreciated  by  the 
general  public.  It  is  my  purpose  to  explain  its  deep  significance. 

"The  antitrust  act  was  approved  October  15,  1914.  Section 
10  of  that  act  prohibits  railroad  companies  from  having  business 
dealings  amounting  to  over  $50,000  annually  with  other  cor- 
porations having  any  of  the  same  officers  or  managers  as  the 
railroad  company,  except  after  receiving  competitive  bids.  For 
illustration,  section  10  prohibits  a  railroad  from  purchasing 
material  or  making  a  repair  contract  with  another  concern 
owned  by  the  railroad  company's  officers,  no  outside  bids  being 
considered.  The  purpose  of  section  10  was  to  protect  the  rail- 
roads from  being  plundered  by  their  officers  through  contracts 
made  with  concerns  in  which  the  officers  were  beneficiaries.  It 
was  intended  to  protect  railroads  from  looting  by  their  own  offi- 
cers. Clearly  it  was  a  wise  and  salutary  measure. 

"By  the  original  terms  of  section  10  it  did  not  become  effec- 


tive for  two  years  after  its  approval.  This  Interval  was  given 
to  enable  railroad  officers  who  were  interested  in  contracting 
ami  supply  concerns  to  withdraw  from  them  and  put  them- 
selves In  a  position  to  deal  honestly  with  the  railroads  which 
they  were  managing.  Upon  one  pretext  and  another  the  effec- 
tive date  of  section  10  has  been  postponed  from  time  to  time 
until  December  31,  1920,  a  total  of  over  six  years  having  been 
allowed  railroad  officers  to  disentangle  themselves  from  their 
conflicting  interests. 

Attention  is  particularly  called  to  the  fact  that  section  10 
does  not  forbid  railroads  from  dealing  with  concerns  having  in- 
terlocking ownership  absolutely,  but  merely  requires  in  such 
cases  that  competitive  bids  be  received  and  that  outsiders  be 
given  the  chance  to  do  the  work  or  supply  the  material  on  more 
favorable  terms.  Therefore  at  most  it  involves  merely  the  in- 
convenience of  considering  competitive  bids.  Very  mild  indeed 
is  the  prohibition  which  it  involves.  Six  years  has  been  over- 
abundant time  in  which  railroad  officers  might  accommodate 
themselves  to  the  law. 

"Perhaps  managers  of  railroads  might  have  been  content 
with  the  extension  of  the  antitrust  act  heretofore  given  them, 
except  for  the  passage  of  the  Esch-Cummins  railroad  act  last 
spring.  Many  iniquities  of  that  act  were  pointed  out  at  the  time 
of  its  passage.  Other  vicious  features  have  been  coming  to  the 
surface  from  time  to  time.  One  matter  which  escaped  general 
criticism  at  the  time  the  law  was  passed  was  the  opportunity 
which  it  affords  railroad  managers  for  deliberate  dishonesty. 
Perhaps  this  feature  may  have  been  overlooked  even  by  the  rail- 
road lobby,  if  it  be  possible  that  anything  could  escape  the  super- 
naturally  cunning  members  of  that  organization.  However,  the 
managers  very  soon  showed  their  knowledge  of  the  opportunity 
given  them  and  their  purpose  to  avail  themselves  of  it. 

"The  transportation  act  authorized  railroad  rates  which 
would  yield  net  earnings  of  6%  per  cent.  This  return  was  not 
conditioned  upon  capable  or  economical  or  even  honest  manage- 
ment. The  railroad  managers  were  given  a  free  hand  to  in- 
crease the  costs  of  operation  by  any  means  they  chose.  Always 
they  were  allowed  the  61/,  per  cent  net  returns,  with  the  only 
limit  being  'what  the  traffic  would  bear.'  With  this  feature  of 
the  Esch-Cummins  Act  in  view  it  becomes  at  once  clear  why 
section  10  of  the  antitrust  act  should  become  effective.  The  law 
was  passed  originally  primarily  for  the  benefit  of  the  innocent 
stockholders  of  railroads.  It  now  needs  to  be  enforced  for  the 
protection  of  the  long-suffering  public  against  the  rapacity  of 
railroad  executives.  It  is  the  only  bar  between  the  public  and 
transportation  charges  made  as  high  as  the  traffic  will  bear. 

"As  the  practice  of  contracting  with  outside  concerns  in 
which  they  were  interested  developed  and  the  railroad  financiers 
saw  what  a  splendid  opportunity  for  looting  they  had,  it  became 
obvious  to  them  that  section  10  of  the  antitrust  act  would  be 
inconvenient  if  their  operations  were  to  continue.  They  dreaded 
competitive  bidding.  They  were  unwilling  even  to  go  through 
the  form  of  taking  competitive  bids.  And  then  it  dawned  upon 
them  that  unless  the  effective  date  of  section  10  was  further 
postponed  they  would  find  the  situation  more  difficult  with  the 
beginning  of  1921.  But  Congress  was  in  vacation  during  the 
summer;  the  subject  must  not  be  publicly  mentioned  for  fear  it 
would  arouse  opposition.  There  were  secret  conferences  among 
powerful  executives  and  consultations  with  lobbyists  and  'legal 
advisors.'  'There  was  running  and  racing  on  Canobie  Lee'  for 
the  gathering  of  the  clans  in  Washington  with  the  beginning  of 
the  new  session.  A  program  of  haste  and  stealth  was  agreed  to. 

"Drawn  with  exceeding  craft,  twin  bills  were  offered  hi 
House  and  Senate  on  the  second  day  of  the  session.  Again 
lobbyists  pranced  before  somnolent  or  docile  committees.  Favor- 
able reports  were  made  promptly,  the  House  report  being  filed 
on  December  15.  Three  days  later,  the  Senate  bill  having  already 
been  passed,  it  was  called  up  in  the  House  without  notice.  Very 
little  informing  discussion  occurred.  Few  realized  the  im- 
portance of  the  measure.  Less  than  a  quorum  of  Members  were 
present.  The  bill  was  perfunctorily  passed.  The  House  did  not 
even  divide.  Scarcely  more  than  a  dozen  Members  voted  on 
the  measure. 

"The  purpose  of  the  bill  was  to  postpone  for  another  year 
the  effective  date  of  section  10  of  the  antitrust  act — to  give  rail- 
road officials  another  year  in  which  to  buy.  sell,  and  contract 
with  themselves  at  the  public  expense  and  without  let  or  hinder- 
ance.  Section  10  is  at  most  a  poor  safeguard  of  the  public  In- 
terest under  the  Esch-Cummins  Act.  Without  It  the  public  is 
stripped,  undone,  and  the  rapacity  of  dishonest  managers  un- 
restrained. 

"Railroad  officials,  with  whose  practices  section  10  of  the 
antitrust  act  would  interfere,  have  never  had  any  intent  to 
comply  with  that  law.  They  have  always  purposed  to  postpone 
its  operation  from  time  to  time  and  finally  to  escape  by  changing 
the  law.  This  Is  yet  their  plan.  They  dared  not  at  this  time 
present  a  measure  which  would  relieve  them  permanently  from 
competing  with  others  in  the  contracts  for  railroad  work  and 
materials  which  they  make  with  themselves.  They  did  not 
dare  that.  They  sought  to  postpone  the  matter  to  a  more  con- 
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venient  season  and  to  a  Qongress  more   inclined   'to  listen   to 

3°This  is  what  the  President  has  done  by  his  veto  of  Senate 
bill  4526-  He  has  prevented  the  further  postponement  of  the 
effective  date  of  section  10  of  the  antitrust  act.  He  has  pre- 
vented dishonest  railroad  officials  from  continuing  to  make 
contracts  with  themselves  for  work  and  materials  without  com- 
petition from  outsiders.  An  important  service  has  the  President 
performed  for  the  people  of  the  United  States. 

"The  President  has  performed  an  effective  service  by  his 
veto  unless  the  railroad  lobby  have  the  power  to  induce  Con- 
gress to  override  the  veto.  That  issue  will  no  doubt  be  pre- 
sented within  a  few  days.  In  the  meantime  the  people  are 
rousing.  Oh,  that  they  had  patriotic  newspapers  to  warn  them. 
But  they  are  rousing,  and  I  presume  to  advise  gentlemen  who 
would  have  the  good  opinion  of  the  public  to  beware  of  lending 
themselves  to  thwarting  the  President's  veto. 

"Thanks  to  the  President  of  the  United  States  for  his  veto." 


EXPORT  BILL  OF  LADING 

The  Traffic   World   Washington  Bureau 

Absolute  and  unqualified  denial  of  the  power  of  the  Com- 
mission to  do  more  than  prescribe  the  form  of  an  export  bill 
of  lading  is  made  in  the  brief  for  the  eastern  carriers  submitted 
in  docket  No.  4844,  "In  the  Matter  of  Bills  of  Lading-Export  Bill," 
by  Henry  Wolf  Biklfi,  Clyde  Brown,  F.  A.  Farnham,  Theodore 
W.  Reath,  H.  A.  Taylor  and  R.  N.  Collyer. 

There  is  no  doubt  about  what  they  mean  by  admitting  that 
the  law  empowers  the  Commission  to  prescribe  the  form,  and 
form  only.  Illustrations  of  form,  the  railroad  lawyers  assert, 
would  be  a  rule  requiring  different  colored  paper  to  distinguish 
order  from  straight  bills;  requiring  the  paper  to  be  of  a  pre- 
scribed size,  instructions  as  to  the  size  of  type,  printing  condi- 
tions on  the  face,  that  the  inland  and  ocean  conditions  shall  be 
printed  separately,  etc. 

In  support  of  the  proposition  that  the  power  extends  only 
to  prescription  of  the  form,  Mr.  Bickl6  and  associates  bring  for- 
ward the  decision  in  Alaska  S.  S.  Co.  vs.  U.  S.,  259  Fed.,  713, 
the  domestic  bill  of  lading  case,  in  which  the  court  held  that 
section  15  prescribes  the  powers  of  the  Commission  in  the  prem- 
ises, "and  not  one  word  about  contracts  or  the  substance  of 
bills  of  lading  is  used."  The  lawyers  contend  that  the  authority 
of  the  Commission  over  the  bills  that  may  be  offered  by  the 
carrier  is  limited  to  the  correction  of  unjust  discrimination, 
preferences,  etc.,  after  hearing  and  upon  evidence  in  the  par- 
ticular matter,  as  in  the  track  scales  case,  238  U.  S.,  340.  The 
Alaska  Steamship  case  was  reversed  by  the  Supreme  Court  be- 
cause the  transportation  act  had  made  the  cause  a  moot  one. 
The  reversal,  however,  was  without  prejudice  to  the  complain- 
ants assailing,  in  the  future,  any  order  of  the  Commission  pre- 
scribing bills  of  lading. 

Congress  knew  about  the  decision  of  the  court,  and  knew, 
as  claimed  by  the  lawyers,  that,  in  the  bill  under  attack,  the 
Commission  struck  out  the  protections  of  the  sea  law  for  the 
carriers  by  water,  and  vicariously,  through  them,  the  protections 
of  the  sea  law,  of  the  initial  or  primary  rail  line. 

With  that  knowledge,  Congress,  in  paragraph  4  of  section 
25,  added  to  the  interstate  commerce  law  a  provision  regarding 
export  bills  of  lading  saying  that  "the  commission  shall,  in  such 
manner  as  will  preserve  for  the  carrier  by  water  the  protection 
of  limited  liability  provided  by  law,  make  such  rules  and  regula- 
tions not  inconsistent  herewith,  as  will  prescribe  the  form  of 
such  through  bills  of  lading." 

The  argument  against  what  the  Commission  proposes  doing 
is  that  the  form  of  export  bill  of  lading  offered  by  the  eastern 
carriers,  which  is  the  form  published  by  them  in  Consolidated 
Classification  No.  1,  has  not  been  shown  to  be  unreasonable  or 
unjustly  discriminatory;  that  the  testimony  of  the  shippers  has 
all  gone  to  the  point  that  they  would  like  to  have  the  substance 
of  the  bill  so  and  so,  and  the  liability  of  the  rail  carriers  ex- 
tended so  as  to  be  joint  and  several,  although  neither  the 
Cannack-Cummins  amendments  nor  the  transportation  law  un- 
dertake to  force  such  a  liability  upon  the  carriers  by  rail.  On 
the  contrary,  the  lawyers  assert,  the  law  shows  conclusively 
that  the  liability  is  to  be  that  of  the  carrier  by  rail  for  the  inland 
part  of  the  transaction,  and  that  of  the  carrier  by  water  for  the 
water  part  of  the  transaction. 

Each  section  of  the  bill  as  proposed  by  the  carriers  Is  dis- 
russed  in  th<>  light  of  the  testimony  the  general  character  of 
which,  according  to  the  attorneys  for  the  carriers,  shows  that 
the  shippers  desire  the  carriers  to  assume  greater  liabilities 
than  the  law  imposes. 

In  a  brief  written  for  the  Institute  of  American  Meat  Pack- 

V  E.  Ilerrick.  chairman  of  the  traffic  committee;   S.  T 

Nash,  chairman   of  the  committee  on  foreign  trade  and  rela- 

:.  B.  Heinemann,  secretary  of  the  Institute,  the  law 

questions  rained   by   Mr.   Blkle  and  those  associated  with  him 

on  the  brief  for  the  eastern  carriers,  are  ignored.    The  packers 

the  subject  as  a  plain  business  proposition  with  no  phase 

more  Important  than  a  continuity  of  responsibility  from  the 

point  of  origin  to  destination,  the  only  division  of  responsibility 


being  between  the  carrier  by  rail  as  a  carrier,  and  a  carrier 
by  water  as  a  carrier;  in  other  words,  that  there  can  be  no 
point  in  the  journey  of  the  goods  from  point  of  origin  to  destina- 
tion where  the  liability  shall  be  less  than  the  carrier  liability  of 
a  common  carrier,  as  for  instance  liability  as  a  warehouseman. 
They  contend  that  a  through  export  bill,  if  foreign  commerce  is 
to  be  developed,  must  be  a  bill  that  will  be  what  its  name  sug- 
gests. 

Broadly  speaking,  the  packers  endorsed  the  position  taken 
by  the  National  Industrial  Traffic  League.  Liberal  quotations 
from  the  testimony  of  T.  F.  Bentley,  the  League's  witness,  are 
carried  in  the  brief.  Where  the  Bentley  testimony  does  not 
cover  the  points,  the  testimony  of  Mr.  Herrick  is  quoted. 

The  packers,  in  their  brief,  claimed  that,  in  value,  their 
products  constituted  twenty  per  cent  of  the  export  business  of 
the  country,  which  last  year  amounted  to  $8,000,000,000.  The 
magnitude  of  the  export  business,  by  implication,  they  con- 
tended, makes  it  necessary,  as  a  business  proposition,  to  have 
a  through  bill  that  will  be  actually  what  it  purports  to  be. 

Recommendations  made  by  the  packers  urge  that  the  Com- 
mission order  export  bills  of  lading  to  provide  that  the  document 
shall  be  a  through  bill  with  responsibility  divided  only  between 
land  and  ocean  carriers;  that  limitation  of  the  carriers'  liability 
be  increased  from  the  present  basis  of  $100  a  package  to  $250 
a  package;  that  goods  discharged  short  of  intended  destination 
shall  be  accorded  suitable  protection;  that  conditions  whereby 
the  owner  of  goods  is  required  to  assume  responsibility  for 
transfer  between  carriers  be  totally  abolished;  that  carriers  be 
required  to  notify  owners  of  goods  stopped  short  of  intended 
destinations;  that  were  changes  of  vessels  are  made  the  car- 
riers be  charged  with  the  responsibility  of  seeing  to  it  that  suit- 
able boats  are  substituted  and  that  carriers  be  liable  for  full  loss 
sustained  as  the  result  of  their  negligence  or  acts  of  omission. 
The  packers  also  requested  elimination  of  the  break  at  the  ports 
in  the  continuous  liability  between  inland  and  ocean  carriers; 
exclusion  from  export  bills  of  lading  of  excess  verbiage  tending 
to  confuse  ordinary  shippers  and  make  difficult  the  collection 
of  legitimate  claims  and  elimination  of  the  existing  condition 
whereby  shippers  must  agree  to  be  bound  by  conditions  of 
"regular"  ships'  bills  of  lading  with  which  they  are  unacquainted 
and  which  will  not  be  furnished  them  by  steamship  lines. 

The  packers  assert  that  proper  export  bills  of  lading  must 
be  forced  upon  carriers  if  the  foreign  trade  of  the  country  is 
to  develop  and  if  adequate  protection  is  to  be  afforded  Ameri- 
can shippers  of  billions  of  dollars  worth  of  property. 

In  a  brief  filed  in  the  bill  of  lading  case  (export  form,  docket 
No.  4844),  R.  C.  Fulbright,  for  the  Dallas,  Galveston,  Houston. 
New  Orleans,  New  York  and  Savannah  Cotton  Exchanges  and 
the  Texas  Cotton  Association,  discussed  the  jurisdictional  ques- 
tion raised  by  the  representative  of  the  Shipping  Board  at  the 
close  of  the  Commission's  hearing  in  December.  Fulbright  said 
that  where  there  are  two  statutes  on  the  same  subject,  the  rules 
of  construction  require  that  both  shall  be  made  to  work  so  as  to 
avoid  conflict;  that  where  one  statute  confers  special  authority 
while  the  other  confers  it  in  only  general  terms,  the  one  con- 
ferring the  definite  grant  of  power  shall  be  preferred,  and  finally 
that  where  there  is  concurrent  jurisdiction,  as  there  seems  to  be 
in  this  matter,  the  tribunal  that  moves  first  shall  have  full  power 
over  the  subject. 

After  quoting  the  language  in  the  shipping  law  and  the 
transportation  act  bearing  on  the  subject,  Mr.  Fulbright  said 
there  was  no  question  about  the  power  conferred  by  the  trans- 
portation act  being  direct  and  specific,  while  the  power  conferred 
by  the  shipping  act  is  general.  Therefore,  even  if  the  jurisdic- 
tion is  not  concurrent,  the  Commission  having  moved  first,  is 
entitled  to  full  control  over  the  matter. 

For  the  National  Industrial  Traffic  League,  Luther  M.  Walter 
said  the  League  was  interested  in  preserving  the  export  bill  of 
lading  as  a  through  document,  carrying  common  carrier  liabil- 
ity and  duty  throughout  the  course  of  transportation  from  the 
inland  point  to  the  final  port  of  destination  without  any  duty 
or  risk  upon  the  shipper  in  the  course  of  that  transportation. 

"We  desire  the  form  prescribed  by  this  Commission  to  be 
accepted  and  used  by  all  carriers  interested  in  the  transportation 
of  American  export  products,  whether  the  vessels  fly  the  Ameri- 
can flag  or  the  flag  of  another  nation,"  said  Mr.  Walter.  "In 
this  way  the  export  trade  of  the  country  will  be  encouraged  and 
extended." 

Ralph  Merriam,  for  the  National  Association  of  Chewing 
Gum  Manufacturers,  said  "the  new  uniform  bill  of  lading  should 
specify  delivery  by  the  inland  rail  carrier  to  the  vessel  with  no 
gap  in  carrier  responsibility.  It  should  require,  if  contingencies 
arise  interrupting  the  normal  course  of  transportation,  that  the 
carrier  dispatch  such  notice  as  will  keep  both  shipper  and  con- 
signee informed  about  the  goods.  The  Commission  should  not 
permit  in  the  bill  of  lading  any  clause  granting  wholesale  limita- 
tions of  the  ocean  carrier's  liability  and  should  allow  only  such 
exemptions  as  are  reasonable  and  just  to  all  parties.  The  agreed 
value  clause  should  not  specify  a  sum  so  low  as  to  deprive  the 
shipper  of  adequate  compensation  for  loss  of  or  damage  to  the 
goods  transported.'1 
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SHIPPING  BOARD  GRAIN  HEARING 

Tht  Traffic    World    Washington  Barren 

Asserting  that  after  the  war  conditions  In  this  country  and 
i hi'  revival  of  business  in  Europe  since  the  signing  of  the 
armistice  had  practically  driven  them  out  of  the  business  they 
Mail  in  Kurope  before  the  war,  representatives  of  the  grain  mill- 
interests  of  the  country  on  January  4  appeared  before  the 
shipping  Board,  asking  for  the  retention  of  the  differential  of 
tlvi-  cents  pc-r  100  pounds  established  by  the  board  as  to  wheat 
and  flour,  and  its  extension  to  corn  and  Its  products  that  load 
heavily  and  are  therefore  desirable  from  a  transportation  point 
of  virw. 

They  were  earnest  in  their  representations,  probably  more 
si)  than  they  would  have  been  had  they  not  received  an  inti- 
mation that  the  difference  might  be  made  greater.  What  they 
lly  desire  is  a  parity  of  rates  on  grain  and  grain  products. 

i>ral  of  their  spokesmen  said  that  is  what  should  be,  but  they 
diil  not  officially  advise  such  a  parity. 

"While  we  think  there  should  be  a  parity,"  said  A.  L.  Goetz- 
mann,  of  Minneapolis,  chairman  of  the  committee  representing 
tin'  wheat  flour  millers,  "we  are  satisfied  with  the  differential  of 
live  cents,  wheat  under  flour,  and  will  undertake,  on  that  ad- 
justment of  rates,  to  re-establish  our  export  business." 

The  millers  were  heard  at  the  morning  session  and  the  ship 
operators  in  the  afternoon.  The  operators,  as  a  rule,  hold  that 

differential  in  favor  of  the  product  exists  for  no  transpor- 
tation reason  but  for  commercial  reasons  entirely,  because,  as  a 
rule,  it  is  easier  from  a  transportation  point  of  view  to  carry 
wheat  than  flour.  The  millers,  in  their  presentation  of  the  sub- 
ject (unintentionally,  perhaps),  laid  much  stress  upon  the  fact, 
they  said,  that  their  export  business  has  disappeared  because 
European  millers  were  back  in  business.  The  millers  insisted 
that  it  was  an  economic  mistake  for  the  Shipping  Board  to  do 
anything  to  encourage  the  exportation  of  wheat,  rather  than 
flour,  because  the  exportation  of  wheat  meant  unemployment 
for  American  mills  and  distress  for  related  industries. 

There  was  disagreement  among  members  of  the  board  as  to 
the  scope  of  the  hearing.  Commissioner  Thompson  interrupted 
Mr.  Goetzmann  several  times  to  let  him  know  that,  inasmuch 
as  the  millers  approved  what  the  board  did  November  10,  when 
it  fixed  the  differential,  it  was  in  the  nature  of  a  post-mortem 
to  review  the  facts  tending  to  show  that  the  differential  between 
wheat  and  flour,  established  in  pre-war  days  by  the  free  com- 
petition in  shipping  rates,  was  only  about  3.18  cents  per  100 
pounds.  Mr.  Goetzmann  said  he  had  received  a  telegram  from 
TrafBc  Manager  Murphy,  of  the  Shipping  Board,  which  seemed 
to  indicate  that  the  board  was  considering  the  advisability  of 
raising  the  rate  on  flour,  and  that,  therefore,  he  deemed  it  per- 
tinent to  the  inquiry  to  present  the  facts  concerning  pre-war 
conditions,  especially  in  view  of  the  fact  that  the  board  was 
not  the  same  as  it  was  when  the  differential  of  five  cents  was 
established.  Admiral  Benson,  in  his  opening  statement,  had 
not  made  it  clear  whether  it  was  the  intention  of  the  board  to 
hear  only  reasons  as  to  why  corn  and  its  products  should  be 
put  on  the  same  basis  as  wheat  and  flour  or  why  it  should  not. 
He  said  he  understood  the  subject  was  to  be  considered  de  novo. 
In  his  statement,  Mr.  Goetzmann  said  that  the  25-cent  differen- 
tial in  effect  until  November,  in  the  months  since  the  Grain 
Corporation  had  ceased  controlling  the  situation,  the  exports 
of  wheat  had  increased  145  per  cent  and  of  flour  35  per  cent,  in 
comparison  with  the  same  months  of  the  preceding  year. 

"Any  rate  on  flour  appreciably  above  the  present  differential 
would  be  as  bad  as  putting  a  ball  and  chain  on  the  milling  in 
dustry,"  said  Mr.  Goetzmann. 

"Wheat  and  flour  prices  have  been  juggled,"  he  continued, 
"and  the  American  farmer  and  the  American  miller  have  suf- 
fered. When  we  get  down  to  the  essentials,  there  is  only  one 
buyer  of  American  wheat  and  flour  in  Europe,  and  that  is  the 
British  Royal  Commission  on  Wheat  Supplies.  European  gov- 
ernments are  building  mills  to  grind  American  wheat,  not  only 
for  their  own  use,  but  for  exportation  to  markets  which  Ameri- 
can millers  established." 

Commissioner  Teal  wanted  to  know  whether  the  boaru 
would  be  justified  in  making  rates  to  meet  commercial  condi- 
tions and  called  attention  to  the  fact  that  the  Interstate  Com- 
merce Commission  has  not  the  power  to  make  rates  to  carry 
out  the  customs  tariff  policy,  but  must  confine  itself  strictly  to 
transportation  considerations.  He  did  not  receive  a  definite 
.  answer,  but  Mr.  Goetzmann  said  the  millers  were  going  to  the 
Interstate  Commerce  Commission,  to  the  Shipping  Board,  and 
to  Congress  in  their  efforts  to  preserve  to  the  American  milling 
industry  the  markets  they  established  under  conditions  prevail- 
ing before  the  war.  Specifically,  they  are  going  to  ask  Con- 
gress to  establish  better  port  facilities.  He  said  the  shipping 
interests  were  so  conservative  that  they  would  not  adopt  loading 
and  unloading  devices  that  have  long  been  in  use  in  manufac- 
turing establishments. 

Answering  a  question  by  Commissioner  Thompson,  Mr.  Goetz- 
mann said  he  knew  of  no  reason  why  corn  and  Its  products,  such 

Hour,  meal,  starch,  hominy,  hominy  grits,  and  hominy  feed 


should  not  be  on  the  xame  baitls  an  wheat  and  flour.  They  are, 
so  far  as  rail  transportation  IB  concerned. 

T.  M.  Chlvlngton,  for  the  American  Corn  Millers'  Association 
and  other  organizations  of  corn  miller!),  asked  treatment  for 
corn  and  its  products  similar  to  that  given  wheat  and  flour  on 
November  10.  He  said  the  difference  should  not  be  more  than 
five  cents,  and  parity  if  possible. 

Joseph  Genung,  of  the  American  Hominy  Company,  of  In- 
dianapolis, said  after-t he-war  conditions  and  prohibition  had 
disorganized  business  so  that  there  was  no  business  at  a  ;  roflt 
for  the  phase  of  the  Industry  for  which  he  was  speaking.  His 
reference  to  prohibition  provoked  laughter. 

Thomas  U  Wolf,  for  the  Staley  Manufacturing  Company,  of 
Decatur,  111.,  spoke  In  behalf  of  starch.  In  an  exchange  of  ques- 
tions and  answers  among  the  members  of  the  board  he  said 
that  the  service  of  Shipping  board  vessels,  in  many  instances, 
had  been  poor,  so  that  even  if  the  American  shipper  was  willing 
to  do  something  for  the  upbuilding  of  the  American  merchant 
marine,  which  the  speaker  said  he  favored,  his  efforts  in  that 
direction  might  react  on  himself. 

"I've  wondered  whether  it  ever  made  the  least  bit  of 
difference  to  you  gentlemen  whether  you  shipped  under  the 
American,  British,  Dutch,  or  any  other  foreign  flag,"  said  Mr. 
Teal.  "I  wonder  If  you  have  thought  of  the  benefit  It  would 
be  if  you  would  provide  full  cargoes  for  American  ships." 

One  of  the  millers  said  they  knew  the  value  of  full  capacity 
operation  but  that  in  recent  months  the  business  had  been 
in  small  lots  moving  by  regular  liners  and,  therefore,  not  by 
Shipping  Board  vessels. 

H.  H.  Kennedy,  for  the  National  Oats  Company,  said  condi- 
tions of  transportation  were  identical,  whether  the  ship  was  car- 
rying flour  or  oatmeal,  but  that  the  oatmeal  manufacturer  met 
a  competition  in  Europe  much  more  Intense  than  the  wheat 
miller,  because  Europeans  have  been  making  oatmeal  many  more 
years  than  Americans,  and  European  users  believe  the  European 
product  is  better.  The  task  of  the  American,  therefore,  he 
said,  was  not  only  to  meet  present  prices,  but  to  overcome 
prejudice  or  preference. 

W.  H.  Darnel  spoke  for  starch  and  dextrine  in  bags  at  the 
same  rates  as  flour.  American  manufacturers,  he  said,  were 
meeting  the  competition,  since  the  war,  of  Dutch,  German  and 
Japanese  manufacturers  of  potato  starch  because  they  were 
now  able  to  obtain  the  raw  material  denied  to  them  during  the 
war.  The  American  corn  starch  had  an  uphill  fight  in  obtaining 
orders  from  textile  manufacturers  for  corn  starch  in  competi- 
tion with  potato  starch. 

The  same  rate  that  is  given  to  flour  and  corn  meal  should 
be  accorded  to  corn  sugar,  said  J.  T.  Campbell,  speaking  for 
the  Corn  Products  Refining  Company.  Prior  to  1914  that  was 
the  fact.  It  is  a  better  product,  from  a  transportation  point  of 
view,  he  said,  than  many  other  products  because  it  loads  a  ton 
to  41  cubic  feet,  while  many  of  the  other  products  under  dis- 
cussion take  from  50  to  56  cubic  feet  of  space. 

C.  H.  Lahey,  formerly  with  the  Chicago,  Milwaukee  &  St. 
Paul,  speaking  for  the  Quaker  Oats  Company,  from  his  experi- 
ence as  a  traffic  man  making  rates,  indicated  his  opinion  that 
transportation  considerations  at  times  should  be  subordinated  to 
commercial  considerations  in  the  making  of  rates.  They  must  al- 
ways be  considered  together,  he  said.  He  spoke  to  the  board 
as  if  it  were  not  only  a  rate-regulating  but  also  a  rate-making 
body  having  ships  to  be  employed  on  rates  established  by  itself 
and,  therefore,  in  much  the  same  position  as  a  railroad  freight 
traffic  manager  who  finds  that  traffic  is  not  moving  freely  on 
the  rates  set  by  him.  He  said  he  was  inclined,  when  he  came 
to  the  meeting,  to  insist  on  rates  on  the  products  no  higher  than 
on  the  grain,  but  the  weight  of  opinion  seemed  to  be  In  favor  of 
a  differential  in  favor  of  grain  and.  therefore,  he  was  not  in- 
sisting on  his  view,  though  he  had  not  changed  his  opinion. 

C.  D.  Snow,  for  the  foreign  trade  committee  of  the  Cham- 
ber of  Commerce  of  the  United  States,  read  the  resolution  of 
the  directors  of  that  body  condemning  the  "unwarranted"  spread 
of  rates  on  wheat  and  flour,  existing  prior  to  November  10.  In 
answer  to  questions,  he  said  the  committee  was  of  the  opinion 
that  the  five-cent  difference  now  in  existence  was  not  unwar- 
ranted. 

The  ship  operators  and  a  representative  of  the  division  of 
operation  of  the  Shipping  Board,  at  the  afternoon  session,  op- 
posed the  establishment  of  a  fixed  differential  unless  it  was 
great  enough  to  cover  the  difference  In  the  cost  of  handling  the 
raw  material  and  the  manufactured  article.  That  part  of  the 
hearing  also  developed  a  difference  in  view  between  Commis- 
sioner Teal  and  Commissioner  Sutter,  as  to  the  province  of  the 
Shipping  Board. 

"So  far  as  I  am  personally  concerned.  It  is  impossible  for 
the  Shipping  Board  to  fix  rates  that  will  take  care  of  every 
condition  that  distresses  business,  any  more  than  the  Inter- 
state Commerce  Commission  can  undertake  to  do  so,"  said  J'r. 
Teal. 

In  a  colloquy  between  himself  and  H.  Y.  Cartright.  of  Dallas, 
chairman  of  the  British  section  of  the  Gulf  Conference,  Mr. 
Sutter  suggested  that  95  per  cent  of  the  people  of  the  United 
States  were  interested  In  promoting  foreign  commerce  as  a 
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help  to  the  country  and  that  less  than  5  per  cent  were  interested 
as  shipowners.  Therefore,  he  suggested  that  it  might  come  to 
a  question  whether  the  country  would  prefer  to  operate  its 
ships  at  a  small  loss  or  permit  the  ships  to  charge  rates  high 
enough  to  enable  them  to  operate  at  a  profit,  even  if  the  rest 
of  the  country  suffered  by  reason  of  the  high  rates.  He  did 
not  draw  a  distinction  between  the  Shipping  Board  as  a  regu- 
lator of  rates  and  the  Shipping  Board  as  an  operator  of  ships 
for  the  general  good  of  the  country.  However,  he  treated  the 
subject  as  if  he  had  drawn  such  a  distinction  and  that  the 
country  would  be  able  to  see  that  it  might  be  possible  for  the 
Shipping  Board  to  lose  money  and  yet  the  benefit  to  the  country 
be  so  great  that  the  loss  would  not  be  regarded  as  worth  talking 
about. 

Mr.  Cartright  brought  out  the  fact  that  the  British  ship- 
owners would  not  carry  flour  at  33  cents,  the  rate  established 
by  the  Shipping  Board.  He  said  the  British  line  agents  were  in- 
structed to  allow  the  Shipping  Board  vessels  to  take  the  flour 
that  was  offered  at  33  cents.  He  said  they  would  not  take  any 
flour  for  less  than  50  cents.  For  the  sake  of  argument,  he  said, 
it  probably  be  admitted  that  the  British  shipowner  knew  costs 
and  what  was  a  remunerative  rate. 

B.  M.  Flippin,  an  operator  whose  ships  are  in  the  Gulf  Con- 
ference, said  that,  considering  the  difference  in  loading  costs, 
the  difference  in  the  rate  on  wheat  and  on  flour  should  be  at 
least  15  cents  per  100  pounds. 

Europeans  were  milling  wheat,  he  said,  and  they  were  going 
to  continue  getting  wheat,  regardless  of  what  the  Shipping  Board 
did  in  the  way  of  making  rates. 

Assuming  that  the  differential  on  wheat  and  flour  should 
not  be  more  than  five  cents,  Mr.  Cartright  said  there  was  no 
reason  why  corn  and  its  products  should  not  be  placed  on  the 
same  basis.  But,  he  said,  ship  operators  did  not  admit  that  five 
cents  is  enough  spread  between  the  rates.  A  spread  of  28  cents 
per  100  pounds,  he  said,  would  make  flour  as  desirable  freight 
as  wheat.  On  the  question  of  space  occupied  alone,  he  said, 
flour  should  be  10  cents  over  wheat.  The  cost  of  loading  and 
unloading  wheat,  he  said,  was  from  3  to  4  cents;  of  loading 
and  unloading  flour,  8  to  10.  That  was  without  considering  the 
inherent  liability  of  flour  to  damage.  Twenty-eight  cents,  he 
admitted,  was  greater  than  the  whole  rate  on  flour  at  many 
periods  prior  to  the  war.  That  apparent  inconsistency  was  due 
to  the  great  increase  in  costs  since  the  war,  which  increase  was 
due,  he  said,  not  only  to  increases  in  the  rates  of  pay,  but  to  a 
decrease  in  efficiency  and  in  working  hours. 

A  ship  should  be  allowed  to  make  rates  in  response  to  the 
law  of  supply  and  demand,  said  Mr.  Cartright.  Mr.  Teal  said 
the  railroads  at  one  time  argued  the  same  way,  but  they  did 
not  make  suggestions  of  that  kind  now. 

A  fear  of  Congress  was  expressed  by  W.  B.  Keene,  of  the 
division  of  operation  of  the  Shipping  Board.  He  appeared  in 
opposition  to  what  the  board  had  done. 

"The  division  of  operation,"  he  said,  addressing  the  mem- 
bers of  the  board,  ''looks  at  the  question  a  little  differently  from 
the  board.  I  shall  probably  soon  have  to  appear  before  the 
House  committee  on  appropriations  asking  for  money,  and  it 
will  want  to  know  why  we  do  not  show  a  profit.  We've  got  to 
take  into  consideration  only  operating  conditions.  We  cannot 
consider  big  questions  of  policy.  We  have  got  to  show  a  profit 
or  be  prepared  to  tell  Congress  why  we  did  not  get  it.  The 
division  thinks  there  should  not  be  a  fixed  differential." 

Commissioner  Teal  asked  a  number  of  the  operators 
whether  they  favored  a  percentage  differential.  One  of  them 
said  he  thought  that  that  would  be  all  right  unless  or  until  the 
quantum  of  the  rates  became  very  great. 

"That  ts,  yon  want  a  percentage  differential  so  long  as  it 
operates  in  your  favor?"  suggested  Mr.  Teal  The  ship  operator 
denied  that. 

Fred  J.  Lingham,  a  member  of  the  committee  representing 
s  wheat  flour  millers,  said  that,  before  the  war,  ship  operators 
were  in  conference  several  times  with  millers  with  a  view  to 
reducing  the  differential.    They  seemed  to  realize,  he  said   that 
was  to  their  interest  to  do  something  toward  the   develop- 
ment of  manufacturing  in  this  country.     Commissioner  Thomp- 
son asked  him  to  confine  himself  to  the  issue,  which  he  stated 
i  be  whether  corn  and   its   products   should   be   on   the   same 

itlal  basis  as  wheat  and  wheat  flour. 

Hubert  J.  Koran,  representing  the  flour  committee  of  the 
Commercial   Exchange,  of  Philadelphia,  said  that  organization 
n  conjunction  with  stevedores,  had  figured  out  the  cost  of  load- 
flour  and  wheat  at  Philadelphia  and  found  that  flour  loading 
it  only  %  of  a  cent  more  than  wheat.    He  said  that,  with  a 
•  to  reducing  the  cost  of  loading  flour,  the  exchange   was 
to  have   flour   warehouses   put   alongside   the   grain   ele- 

r»  Er  h  *,">, MPAT  d  Uke  elther  flour  or  wheat  wit'a°ut  chang- 
ing her  berth.  All  it  was  going  to  ask  the  ship  to  do  was  to 
preserve  the  identity  of  flour  In  a  particular  railroad  car 

declaration  about   a  difference  of  less  than  one  cent 

LTh"8  *V°krd.,  ?ro,te8t8   °f   8keP«d«n   from   the   ship 

erators.    They  wanted  to  know  what  was  the  cost  of  innrtin? 

wheat  at  Philadelphia.     Mr.  Horan  said  the  cost  sheets  wou°d 


be  sent  to  the  board  and  everybody  could  have  an  opportunity 
to  check  them. 

Commissioner  Donald  quizzed  Mr.  Cartright  somewhat  on 
his  declaration  that  the  rate  on  flour  must  be  28  cents  higher 
than  that  on  wheat  to  make  them  equally  attractive,  with  a 
view  to  ascertaining  if  he  had  included  all  the  factors  entering 
into  the  problem. 


FLEET  CORPORATION  TO  GO 

The   Traffic   World   Washington  Bureau 

The  Shipping  Board  has  given  consideration  to  the  question 
of  abolishing  the  Emergency  Fleet  Corporation,  Alonzo  Twee- 
dale,  general  controller  of  the  board,  told  the  House  committee 
on  appropriations,  according  to  the  printed  testimony  as  heard 
by  the  committee  in  executive  session  in  connection  with  the 
board's  request  for  appropriations. 

Mr.  Tweedale  said  that  before  the  end  of  the  next  fiscal 
year  the  construction  work  of  the  corporation  should  be  abso- 
lutely wound  up,  and  that  then  the  Division  of  Operations  might 
be  transferred  to  the  Shipping  Board.  He  said  he  had  talked 
the  matter  over  with  Chairman  Walsh,  of  the  House  committee 
on  the  merchant  marine  and  fisheries. 

"The  Shipping  Board  has  been  marking  time  very  largely 
for  some  time,"  said  Representative  Good,  chairman  of  the 
House  committee  on  appropriations,  in  speaking  in  the  House, 
December  30,  on  the  recommendation  of  the  committee  that  the 
requested  appropriation  of  $147,000,000  for  the  Emergency  Fleet 
Corporation  be  eliminated. 

"If  it  knows  the  condition  of  its  affairs,  it  is  unable  to  im- 
part that  information  intelligently  to  anyone  else.  I  doubt  if  it 
knows  what  its  condition  actually  is.  I  think  there  is  no  division 
politically  with  regard  to  our  opinion  as  to  the  lack  of  knowledge 
by  this  organization.  Sitting  across  the  table  from  the  members 
of  the  subcommittee  was  the  gentleman  who  has  charge  of  the 
operations  of  all  these  2,000  or  more  ships.  Sitting  next  to  him 
was  Mr.  Tweedale,  the  comptroller  of  the  Emergency  Fleet 
corporation.  With  all  of  the  assurance  necessary  to  carry  con- 
viction of  the  truth  of  what  he  was  saying,  the  man  who  was 
the  director  of  operations  said,  'We  will  make  next  year  $95,- 
000,000.  We  will  actually  make  a  profit  of  $95,000,000  next  year 
in  the  operation  of  this  organization.'  Mr.  Tweedale  said,  "'We 
will  not  make  a  cent.'  Both  those  men  were  right  there  to- 
gether. You  can  not  find  out  to-day  how  much  a  single  ship 
made  or  lost  that  sailed  six  months  ago.  They  know  absolutely 
nothing  about  their  business.  The  provision  of  this  bill  is 
simply  that  they  shall  use  not  more  than  $55,000,000  out  of  the 
sale  of  ships,  the  sale  of  plant  and  material,  to  pay  for  the  ships 
and  for  operation  next  year.  If  they  make  the  $95,000,000,  then 
they  will  have  all  they  estimated  for." 

Mr.  Good  declared  that  he  believed  the  board's  ships  should 
be  sold  even  if  they  had  to  be  sold  for  $100  a  ton.  He  said  the 
board  was  now  asking  $165  a  ton,  while  a  year  ago  the  price 
was  $185  a  ton. 

"We  are  not  going  to  appropriate,  if  I  can  prevent  it,"  said 
he,  "a  single  penny  out  of  the  treasury  of  the  United  States  for 
next  year  for  this  board  that  does  not  know  its  business,  that 
is  wasting  the  people's  money,  and  if  they  are  going  to  get  any 
money  they  must  get  it  out  of  the  salvage  of  the  plants." 

This  remark  was  in  reference  to  the  operations  of  the 
Emergency  Fleet  Corporation. 

Representative  Magee,  of  New  York,  referring  to  the  recom- 
mendation of  the  committee  that  the  requested  appropriation 
of  $6,924,350  for  the  inland  waterways  service  be  cut  to  $1,250,- 
000,  declared  he  heartily  approved  the  cut  as  he  was  opposed  to 
making  any  appropriation  at  all.  He  said  the  record  of  the 
government  in  the  operation  of  boats  and  barges  on  the  water- 
ways "has  been  and  promises  to  continue  to  be,  only  a  series 
of  large  deficits  and  an  inexcusable  waste  of  public  funds."  He 
said  he  did  not  concur  in  the  War  Department's  "Utopian  ex- 
pectation" that  "the  time  will  come  when  the  department  can 
operate  vessels  upon  the  inland  waterways  at  a  profit." 

Discussing   the   situation   with   particular  reference   to    the! 
New  York  State  Canal  and  the  operation  thereon  of  government- 
owned  equipment  by  the  War  Department,  Mr.  Magee  said: 

While  the  people  of  the  State  of  New  York  were  entirely  I 
willing  during  the  war  that  the  Government  should  take  control 
their  canal,  they  now  demand   in   time  of  peace   that   their  I 
waterway   be    free   from    the    blighting   hand    of    governmental 
operation   through   the   War   Department.     The   Government   is 
illing  the  canal,  because  private  persons  will  not  invest  their  i 
money  in  the   construction   and   operation   of  vessels  upon   thel 
canal  in  competition  with  the  Government.     We  are   insistent! 

the  Government  stop  at  once  the  foolish  business  of  wast- 1 
',  large  amounts  of  public  money  in  experimental  operations! 
upon  our  waterway. 

"My  own  idea  is  that  our  public  waterways  should  be  de-| 
'eloped  through  private  enterprise— encouraged,  if  you  so  de-il 
f«»m  ^y  t        G.overnmellt-but  when  you  come  to  consider  the! 
ifflcient  work  of  the  Government,   through   the  War  Depart-' 
Z  £'    A      **?  °Peratlons  that  I  have  described,  and  which  can 
not  be  denied,  then,  so  far  as  I  am  concerned,  I  am  against  ap-< 
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jnopriuting  one  cent  of  public  money  to  be  wasted  in  this 
manner." 

Representative  Humphreys  of  Mississippi  said  he  doubted 
.seriously  whether  transportation  on  the  inland  waterways  could 
be  developed  by  the  government,  adding  that  he  was  one  "who 
has  very  little  faith  in  the  federal  government  doing  any  sort  of 
private  business  in  any  except  a  thoroughly  and  extravagant 
and  inefficient  way."  He  expressed  the  belief  that  the  way  to 
restore  commerce  on  the  rivers  of  the  country  was  to  forbid  the 
Interstate  Commerce  Commission  to  give  the  railroads  a  prefer- 
ential rate  at  the  river  towns. 

"Then  the  people  on  the  river  can  put  the  steamboat  in  and 
get  the  benefit  of  river  transportation  with  cheaper  rates  with- 
out a  club  hanging  over  their  heads  that  as  soon  as  they  do 
that  the  Interstate  Commerce  Commission  may  permit  the  rail- 
road to  come  in  and  reduce  the  rates  and  destroy  them." 

"Does  not  the  interstate  commerce  law  also  say  that  when 
the  railroads  do  decrease  the  rates  to  meet  competition  on  a 
river  the  railroads  cannot  raise  the  rates  again?"  asked  Repre- 
sentative Linthicum  of  Maryland. 

"No,"  replied  Mr.  Humphreys,  "it  must  be  simply  a  fairly 
compensatory  rate;  that  is  all.  That  is  my  recollection  of  the 
law.  They  can  make  these  preferential  rates,  but  they  must  be 
fairly  compensatory,  and  I  would  like  to  see  the  color  of  a  man's 
eyes  who  can  stand  up  in  front  of  an  expert  railroad  rate  maker 
and  prove  this  differential  that  they  put  in  in  order  to  put  the 
steamboats  out  of  business  is  not  fairly  compensatory.  It  is 
utterly  impossible.  There  is  no  more  technical  science,  if  we 
may  call  it  a  science,  than  rate  making,  and  any  man  who  un- 
dertakes to  stand  up  in  front  of  experts  will  find  himself  worsted 
and  chagrined,  because  they  will  produce  figures  you  do  not 
understand  and  can  not  answer;  but  we  do  understand  that  the 
steamboat  may  be  put  out  of  business  as  soon  as  the  commission 
allows  the  railroad  this  discriminatory  rate  in  favor  of  the  river 
points." 

Representative  Linthicum  later  read  that  part  of  the  Fourth 
section  of  the  act  to  regulate  commerce  which  provides: 

Whenever  a  carrier  by  railroad  shall  in  competition  with  a  water 
route  or  routes  reduce  their  rates  on  the  carriage  of  any  species  of 
freight  to  or  from  competitive  points  it  shall  not  be  permitted  to  in- 
crease such  rates  unless,  after  hearing  by  the  commission,  it  shall  be 
found  that  such  proposed  increased  rests  upon  changed  conditions 
other  than  the  elimination  of  water  competition. 

"I  think  this  section  establishes  the  correctness  of  my  state- 
ment." said  he. 


MERCHANT  MARINE  ASSOCIATION 

Policies  for  the  establishment  of  a  permanent  merchant  ma- 
rine and  remedies  for  the  present  "critical  situation"  in  shipping 
will  be  discussed  at  the  annual  convention  of  the  National 
Marine  Association,  which  will  be  held  in  Washington  at  the 
Washington  Hotel,  January  20  and  21.  In  a  statement  Senator 
Joseph  E.  Ransdell,  president  of  the  association,  said  that  action 
should  be  taken  by  all  Americans  interested  in  foreign  trade  for 
the  maintenance  and  expansion  of  American  shipping. 

Among  the  delegates  expected  at  the  annual  meeting  will  be 
leaders  in  shipping,  railroads,  export  and  import  companies, 
agriculture,  manufacturing,  heads  of  government  departments 
and  prominent  members  of  the  Congress.  The  Mississippi  Valley 
Association  and  the  South  Atlantic  Association  will  hold  meet- 
ings in  Washington  January  19  and  20,  and  will  join  with  the 
National  Merchant  Marine  Association  in  the  consideration  of 
shipping  problems.  Among  the  subjects  for  discussion  are:  1. 
Repeal  of  Panama  Canal  tolls  affecting  American  vessels.  2. 
Establishment  of  preferential  export  and  import  rates.  3.  Abro- 
gation of  commercial  treaties  restricting  the  right  of  the  United 
'  States  to  impose  preferential  import  duties  and  tonnage  dues. 
4.  Extension  of  exemption  from  excess  profits  taxes  to  earnings 
of  ships  in  foreign  trade  invested  in  Shipping  Board  tonnage  as 
well  as  new  construction.  5.  American  shipbuilding  situation.  6. 
American  shipbuilding  situation.  6.  Revision  of  marine  insurance 
laws  and  establishment  of  a  uniform  policy.  7.  Prices  at  which 
government  ships  should  be  offered  for  sale  with  a  view  to  bring- 
ing government  ownership  to  an  end  and  establishing  a  privately 
owned  merchant  marine.  8.  Creation  of  free  zones  in  the  United 
States.  9.  The  most  effective  means  of  encouraging  the  prefer- 
ential use  of  American  ships  by  our  exporters  and  importers. 

"The  future  of  the  American  merchant  marine  is  now  at  a 
critical  stage,"  said  Senator  Ransdell  in  his  statement  calling  the 
iinnual  convention.  "For  the  first  time  in  half  a  century  the 
United  States,  with  the  second  largest  fleet  in  the  world,  has 
ocean  transportation  facilities  that  are  adequate  for  our  foreign 
',  trade.  Our  shipping  industry  must  be  maintained  and  developed. 
i'nless  a  sound  and  aggressive  policy  is  adopted  we  shall  lose  our 
present  magnificent  merchant  marine  and  sink  to  the  insignifi- 
cant position  we  occupied  before  the  war. 

"President-elect  Harding  struck  the  proper  note  when   he 

stated  recently  that  our  merchant  marine  must  be  developed. 

>   He  indicated  the  proper  course  of  action  when  he  asserted  that 

if  the  United  States  sees  fit  to  impose  restrictions  on  shipping 

,    which  increase  the  cost  of  operation  in  competition  with  foreign 


fleets,  it  must  also  take  action  to  offset  these  Inequalities  Priv- 
ate capital  must  receive  the  encouragement  and  support  of  the 
government  In  an  industry  which  is  peculiarly  subject  to  inter- 
national competition. 

"In  the  last  several  years  Congress  has  been  awake  to  the 
necessities  of  American  shipping  and  has  passed  the  shipping 
act  of  1916  and  the  merchant  marine  act  of  1920,  which  are  now 
being  enforced  by  the  Shipping  Board  as  the  basic  laws  on  ship- 
ping. The  American  people  have  been  awakened  also  to  the 
need  of  adequate  ocean  facilities  and  have  showed  their  pride  in 
our  merchant  fleet.  Efforts  must  be  made  by  steamship  com- 
panies and  others  concerned  in  foreign  trade  to  keep  interest 
alive  in  Congress  and  among  the  people  of  the  country.  Thi« 
is  no  selfish  matter;  it  is,  of  course,  of  vital  necessity  for  the 
welfare  of  the  entire  country. 

"The  present  situation  is  critical  in  two  ways.  The  recent 
slump  in  shipping  has  made  it  difficult  for  American  companies, 
suffering  from  higher  operating  costs,  to  compete  successfully 
with  the  fleets  of  other  nations.  At  the  same  time  there  is  a  per- 
ceptible waning  of  interest  in  the  country  generally.  All  of  those 
interested  in  foreign  trade  should  co-operate  in  efforts  to  place 
American  shipping  on  a  sound  basis." 


COMMISSION-BOARD  COMMITTEE 

The  Tragic   World   Washington  Bureau 

A  conference  looking  to  the  appointment  of  a  joint  Inter- 
state Commerce  Commission-Shipping  Board  committee  has 
been  held  by  Chairman  Clark,  of  the  Commission,  and  Admiral 
Benson,  chairman  of  the  board  (See  Traffic  World,  December  18, 
page  1178).  Nothing  definite,  however,  with  respect  to  the 
personnel  of  the  committee  has  been  decided  on. 

Admiral  Benson  said  a  study  was  being  made  of  the  ship- 
ping act  and  the  transportation  act  with  a  view  to  getting  to- 
gether those  provisions  of  the  two  measures  which  either  require 
formal  joint  action  of  the  two  bodies,  such  as  section  28,  or 
which  involve  matters  upon  which  joint  consideration  should 
be  given. 

The  Shipping  Board,  the  chairman  said,  is  preparing  to  en- 
force the  provisions  of  the  merchant  marine  act  as  soon  as  pos- 
sible. He  said  the  work  under  the  new  law  was  being  divided 
among  the  members  of  the  board  and  that  every  phase  of  the  act 
was  being  studied  by  the  members. 

The  joint  committee  referred  to  will  be  composed  of  three 
representatives  of  the  board  and  of  three  representatives  of  the 
Commission. 


ROWELL  TO   RETIRE   FROM   BOARD 

The  Tragic   World   Washington  Bureau 

Chester  H.  Rowell,  of  Fresno,  Cal.,  member  of  the  United 
States  Shipping  Board,  has  announced  that  he  will  reture  from 
the  board  in  the  near  future  to  take  a  place  on  the  California 
railroad  commission.  Rowell's  nomination  to  the  Shipping  Board 
was  sent  to  the  Senate  with  the  nominations  of  the  other  mem- 
bers of  the  board  as  now  constituted,  but  there  has  been  no 
action  thereon.  It  is  pretty  well  understood  that  the  members 
of  the  board  are  entertaining  no  delusions  in  regard  to  their 
nominations  being  confirmed. 

Rowell,  who  took  up  his  duties  as  member  of  the  board 
December  1,  issued  the  following  statement: 

"The  time  has  come  in  the  public  regulation  of  public  utili- 
ties when  even  justice  both  to  the  utilities  and  to  the  public  is 
vital. 

"To  give  the  utilities  either  too  much  or  too  little  would 
be  to  precipitate  public  ownership  before  its  time.  I  have  had 
experience  enough  in  attempting  to  administer  a  huge  business 
under  public  ownership  in  Washington  to  realize  we  need  to 
make  our  governmental  machinery  much  more  efficient  for  gov- 
ernmental purposes  before  we  can  safely  load  it  with  many 
more  business  functions." 


DISCRIMINATION  AGAINST  U.  S.  SHIPS 

Thf  Tragic   World   Washington  Bureau 

That  there  is  a  great  deal  of  discrimination  in  foreign  coun- 
tries against  vessels  and  shippers  of  the  United  States  was 
declared  by  Commissioner  Goff,  of  the  Shipping  Board,  testifying 
in  executive  session  before  the  House  appropriations  commit- 
tee in  support  of  a  request  for  an  appropriation  to  cover  the 
cost  of  making  investigations  of  such  discriminations. 

"I  want  .to  say,  generally,  as  I  understand  the  situation," 
said  Commissioner  Goff,  "that  there  is  a  great  deal  of  discrimi- 
nation in  foreign  countries  against  vessels  and  shippers  of  the 
United  States.  That  is  growing  out  of  the  competition  that  the 
American  merchant  marine  is  creating  with  foreign  shippers  It 
Is  also  growing  out  of  the  hostility  that  exists  against  America 
entering  the  marine  service.  A  great  many  cases  have  been  re- 
ported to  me  personally.  Men  who  have  made  a  failure  of 
operating  their  ships  have  come  back  and  said,  "Why,  when  we 
get  to  a  foreign  country  we  find  it  impossible  to  buy  what  we 
need  in  the  way  of  provisions  and  we  find  it  impossible  to  get 


78 


THE    TRAFFIC     WORLD 


Vol.  XXVII,  No.  2 


coal  for  our  bunkers,  and  we  are  getting  in  a  condition  that 
makes  it  absolutely  impossible  almost  for  us  to  operate  our  ships 
in  foreign  countries.'  Those  statements  are  quite  general.  I 
have  in  mind  when  I  say  that,  the  case  of  five  companies  that 
were  put  in  the  hands  of  receivers  in  the  past  two  months  in 
New  York  City.  Some  of  these  companies  were  operating  on  a 
large  scale;  they  had  as  many  as  10  or  15  steel  ships  that  had 
been  allocated  a  year  or  a  year  and  a  half  ago,  and  one  of  the 
main  reasons  they  gave  for  their  inability  to  perform  their  con- 
tracts with  the  United  States  Shipping  Board  and  to  save  their 
contracts  with  the  United  States  Shipping  Board  and  to  save 
their  ships  from  libels,  Hens,  and  charges  in  foreign  ports  was 
this  unjust  discrimination  being  urged  against  them  by  the  for- 
eign ship  owners.  This  fund  is  to  pay  for  such  investigations 
and  to  prepare  a  specific  and  detailed  report  of  what  the  state 
of  affairs  is." 


BRAZILIAN  INVOICE  REGULATIONS 

As  a  result  of  the  failure  of  American  shippers  to  comply 
fully  with  regulations  regarding  Brazilian  consular  invoices,  re- 
ceivers of  American  goods  at  Brazilian  ports  are  frequently 
subjected  to  fines  and  put  to  considerable  trouble.  This  matter 
is  called  to  the  attention  of  the  Chamber  of  Commerce  of  the 
United  States  in  a  communication  from  the  American  Chamber 
of  Commerce  at  Sao  Paulo,  Brazil. 

The  Sao  Paulo  Chamber  points  out  the  necessity  of  giving 
complete  information  called  for  in  each  separate  column  of  the 
Brazilian  invoice  form,  specifying  that  the  use  of  abbreviations 
results  in  a  fine  being  imposed  on  the  consignee.  The  letter 
reads : 

Consignors  of  merchandise  are  failing  to  write  out  the  country 
of  origin  of  the  goods  and  the  country  where  the  goods  are  purchased 
in  full,  in  each  of  the  columns  provided  for  that  purpose  on  the  con- 
sular Invoice,  and  are  abbreviating  along  the  top  of  each  column  the 
name  of  the  country  of  origin,  "United  States  of  America"  or  "Estados 
Unidos  da  America"  to  "U.  S.  A."  or  "E.  U.  da  A.,"  placing  these 
initials  across  the  two  columns  in  question. 

This  abbreviation  is  used,  of  course,  for  convenience  sake,  but 
the  consignees  in  Brazilian  ports,  on  dispatching  their  goods,  are 
Hned  because  of  such  abbreviation. 

We  might  also  call  your  attention  to  the  fact  that  the  custom 
house  officials  discharging  the  goods  receive  fifty  per  cent  of  the 
nne  levied  on  consignees  taking  their  wares  from  the  custom  house, 
which  fact  encourages  the  fine  for  the  slightest  deviation  from  the 
Brazilian  consular  invoice  regulations. 


CURRENT  AMERICAN  SHIPBUILDING 
December  1,  1920,  private  American  shipyards  were  build- 
ing or  under  contract  to  build  for  private  shipowners  293  steel 
vessels  of  1,123,946  gross  tons,  compared  with  334  steel  vessels 
of  1,206,486  gross  tons  on  November  1,  1920.  These  figures  do 
not  include  government  ships  or  ships  building  or  contracted 
for  by  the  United  States  Shipping  Board.- 

EXPORT  PERMIT  SYSTEM 

The  National  Industrial  Traffic  League  has  sent  the  follow- 
ing to  members: 

"The  League's  committee  on  export  and  import  traffic  has 
received  requests  from  some  members  of  the  League  seeking  to 
have  the  committee  confer  with  the  various  railroads  looking 
towards  the  discontinuance  of  the  permit  system  of  moving 
freight  for  export.  Your  committee  also  has  expressions  from 
other  members  indicating  that  they  are  in  favor  of  the  con- 
tinuance of  this  system  of  moving  freight.  It  is  the  understand- 
ing of  your  committee  that  the  steamship  interests  are  especially 
qnxious  that  the  present  system  be  continued. 

"In  order  to  get  a  lull  expression  from  the  League  member- 
ship, your  committee  desires  that  members  advise  their  views 
outlining  the  advantages  or  disadvantages  which  come  through 
the  operation  of  This  method  of  moving  export  traffic." 


CONSTRUCTION   OF   NEW   VESSELS 

The  construction  of  five  schooners  and  six  tankers  under 
the  provisions  of  section  23  of  the  merchant  marine  act  whereby 
!  owners  obtain  exemption  from  payment  of  excess  profits 
™  el  n^  been  aPProved  °y  the  United  States  Shipping  Board 
The  buildere  of  the  vessels  are  the  Atlantic  Coast  Company  (two 
schooners);  Boston  Maritime  Corporation  (three  schooners™ 


tons  and  the 


SECTION  28,  MARINE  ACT 

The  Traffic   World   Washington  Bureau 

Commission  issued  the  following  statement.  January  4 
in  reeard  to  Section  28  of  the  merchant  marine  act- 

Interstate  Commerce  Commission  has  considered  with 
>nto  fm*te8t  Sh!,PPlng  B°ard   tne   ^estion  as   to   the   ap 
,    sJrHnn  £*?%?"•  *****  ln  conne'tion  with  the  pro- 


ment  is  in  transit,  and  the  common  understanding  has  been 
reached  that  in  the  event  the  provisions  of  Section  28  of  the 
merchant  marine  act  should  become  effective  they  will  not  apply 
to  import  shipments  which,  prior  to  that  effective  date,  have 
completed  their  ocean  voyage  and  been  turned  over  to  the  rail 
carriers,  and  will  not  affect  export  shipments  which,  prior  to 
that  effective  date,  have  been  delivered  to,  and  receipted  for,  by 
the  rail  lines." 


HAVANA  PORT  CONDITIONS 

Consul-General  Hurst  of  Havana,  Cuba,  in  a  cablegram  under 
date  of  December  30  to  the  Department  of  Commerce,  reported 
"that  within  15  days  it  is  expected  that  space  will  be  found 
in  Havana  to  enable  many  lighters  that  are  now  filled  with 
merchandise  in  the  harbor  to  unload.  Authority  has  been  asked 
during  the  past  week  for  the  bonding  of  four  private  ware- 
houses, and  it  is  thought  that  at  an  early  date  30,000  square 
meters  of  space  will  be  available,  thus  permitting  the  govern- 
ment wharves  to  be  cleared,  which  at  the  present  time  are 
congested  with  merchandise.  A  willingness  to  co-operate  with 
the  newly  appointed  commissioner  in  solving  the  port  congestion 
problems  has  been  expressed  generally  by  the  merchants  of 
Havana.  No  statistics  covering  (he  movements  of  shipping  now 
in  the  harbor  have  been  issued,  because  of  the  holiday  season, 
but  the  situation  may  be  characterized  as  being  slightly  improved 
over  that  of  the  preceding  week."  A  cablegram  from  Havana 
announces  that  the  moratorium  is  to  be  extended  until  Feb- 
ruary 1,  1921. 


shipment  cannot  be  changed  while  the  ship- 


OPPOSE  GRATUITY  SYSTEM 

Close  cooperation  with  the  authorities  charged  with  enforce- 
ment of  federal  and  state  laws  against  unfair  trade  practices  in 
shipping  circles  is  the  principal  object  of  the  American  Ship 
Service  Corporation  just  organized  under  the  laws  of  Louisiana. 

The  custom  of  giving  secret  commissions  and  gratuities  in 
connection  with  the  sale  of  ship  supplies  and  the  repair  of  ves- 
sels is  said  to  have  been  practically  universal  in  all  the  ports 
of  the»world  for  at  least  a  century.  Convinced  that  there  is  no 
longer  any  place  in  American  business  for  this  method  of  com- 
petition, representative  firms  in  the  industry  have  been  working 
with  the  Federal  Trade  Commission  at  Washington  in  the  last 
year  in  its  efforts  to  relieve  them  of  the  burdens  of  the  gratuity 
system. 

Criminal  legislation  recently  enacted  in  Louisiana  prohibits 
the  solicitation  as  well  as  the  giving  of  gratuities,  and  expressly 
disallows  evidence  of  custom  as  a  valid  defense.  The  passage 
of  this  statute  is  the  result  of  the  stand  taken  by  ship  supply 
and  ship  repair  companies  who  desire  to  eradicate  this  trade 
custom. 

Through  the  American  Ship  Service  Corporation  it  is  pro- 
posed to  coordinate  the  efforts  of  the  shipping  interests  at  the 
various  ports  and  carry  forward  the  work  already  accomplished 
by  them  with  the  aid  of  the  government.  An  appeal  will  be 
made  to  Congress  and  to  coast  states  for  criminal  legislation 
similar  to  that  passed  in  Louisiana,  and  it  is  believed  that  this 
movement  will  be  strongly  supported  by  owners  and  steamship 
agents,  as  well  as  by  a  number  of  other  industries  having  a 
common  interest  in  abolishing  the  gratuity  system. 

SHIP  BUILDING   IN   1920 

American  shipyards  turned  out  1,783  vessels  of  2,860,725 
gross  tons  in  1920,  according  to  the  Bureau  of  Navigation  of 
the  Department  of  Commerce.  Of  the  total,  507  were  sea- 
going steel  ships  and  121  were  wood  sea-going  ships.  In  1919 
the  total  output  was  2,363  vessels  of  4,258,151  gross  tons. 

EXPRESS  RIGHT  WAY  PLAN 

Shippers  in  every  industry  using  express  service  will  be 
asked  to  cooperate  in  the  "Right  Way  Plan,"  a  new  educational 
movement  about  to  be  inaugurated  by  the  American  Railway 
Express  Company. 

Special  emphasis  is  to  be  laid  on  what  is  called  "starting 
express  shipments  right,"  in  which  shippers  will  be  asked  to 
give  special  attention  to  complete  and  accurate  addressing  of 
shipments  and  to  the  packing  rules  laid  down  in  the  express 
classification. 

The   company    announces    that,    having   received    shipments 

turned  over  to  it  in  proper  condition  for  shipping,  it  proposes 

'See  that  while  in  its  hands  all  business  is  carefully  guarded 

expeditiously   handled    to   destination.     Numerous   placards 

and   pamphlets  detailing  the  correct   shipping   methods   will   be 

distributed  to  express  users. 

This  is  considered  an  opportune  time  in  the  express  business 
the  attention  of  express  employes  to  proper  methods  es- 
tablished by  the  carrier  for  the  handling  of  the  business.    Under 
the     Right  Way  Plan."  selected  employes,  expert  in  their  indi- 
lines   will  take  a  part  in  a  series  of  meetings  to  be  held 
throughout  the  year,  the  first  of  which  is  called  for  January  11. 
irie    I  men  have  been   organized   into  "Right  Way   commit- 
es      and  the  plan  will  be  simultaneously  introduced  at  every 
point  where  express  traffic  is  handled 


January  8,  1921 


THE    TRAFFIC     WORLD 


79 


ASKS  EXPRESS  CONSOLIDATION 
REOPENING 

The   Traffic   World   Washington  Bureau 

"Congress  must   have   intended  something  more   from   the 
mission    than   a   mere   expression   of   satisfaction   with   the 
mplishfcl   fact  of  consolidation  of  the  express  business  of 
t  lie  constituent  companies  into  the  hands  of  the  American  Rall- 
\va>    !•:  \pivss  Company,"  John  E.  Benton,  general  solicitor  of  the 
ional   Association   of   Railway   and    Utilities   Commissioners, 
saiil  in  a  motion  on  behalf  of  the  association  as  petitioner  filed 
with  the  Commission,  January  2,  asking  reargument  in  the  ex- 
consolidation   case. 


The  petitioner  avers  that  the  Commission  erred  in  its  con- 
clusion of  law  that  it  had  no  power  to  impose  terms  and  condi- 
tions as  a  condition  precedent  to  the  granting  of  its  approval 

he  consolidation,  and  that  the  conclusion  of  fact  on  which 
its  order  was  based  —  "that  the  public  interest  will  be  promoted 
by  the  consolidation"  —  is  erroneous. 

Declaring  that  the  record  in  the  case  shows  that  there  are 
"outstanding  thousands  of  claims,  running  into  millions  of  dol- 
lars in  the  aggregate,  upon  which  claimants  are  without  remedy 
in  the  states  where  the  claims  accrued,  because  of  the  changed 
i.-ition  which  resulted  from  the  consolidation,"  the  petitioner 
says  that  recognition  of  this  situation  by  the  Commission  "does 
not  help  any  one  of  the  claimants  who  have  been  defrauded." 

"Finding,  as  the  Commission  has  found,"  the  petitioner  says, 
"that  the  consolidation  of  the  constituent  companies,  and  their 
withdrawal  and  the  taking  away  of  their  property  from  the  reach 
of  the  shippers,  as  described  in  the  majority  report  'merits  the 
-rest  condemnation,'  and  that  'hardship  obviously  results  to 
the  claimants,'  it  is  impossible  to  assume  that  the  Commission 
would  not  impose  conditions  requiring  the  wrongs  found  to  be 
righted,  except  for  its  conclusion  that  it  has  no  power  to  do  so. 

"The  main  purpose  of  asking  for  a  re-argument  is  to  argue 
orally  more  fully  than  has  yet  been  done  the  rulings  of  law  con- 
tained in  the  majority  report  of  the  Commission  at  pages  468 
and  464,  respectively,  as  follows: 

We  are  not  authorized  under  the  Interstate  Commerce  act  to 
nve  the  maintenance  of  the  existing  consolidation  and  in  con- 
ion  therewith  to  prescribe  terms1  as  to  the  manner  in  which 

these  claims  shall  be  handled  as  a  condition  of  the  continuance  of  the 
olidation.  Nor  are  we  authorized  to  require  the  resumption  of 
ation  by  the  constituent  companies.  We  are  merely  empowered 
pin-eve  and  authorize  the  existing  consolidation. 
The  consolidation  here  in  question  has  been  accomplished,  and  we 
of  opinion  that  it  is  governed  by  paragraph  (7)  or  section  5. 

rather  than  by  subparagraph  (b)  of  paragraph   (6)  of  section  5. 

"The  Commission  bases  the  approval  granted  by  its  order 
upon  a  finding  set  out  in  its  report  and  in  the  order,  'that  the 
public  interest  will  be  promoted  by  the  consolidation.' 

"The  fact  that  it  makes  this  finding,  and  bases  its  approval 
thereon,  implies  that  this  is  a  fact  necessary  to  be  found  before 
such  approval  may  be  granted.  This  we  believe  to  be  true,  but 
why?  Because  the  Act  provides  that  the  Commission  may  ap- 
prove consolidations  if  it  finds  'that  the  public  interest  will  be 
promoted  by  the  consolidation.'  This  language  is  in  sub-para- 
graph (c)  of  paragraph  (6),  but  it  is  only  a  part  of  the  language 
which  makes  the  grant  of  power.  Stated  more  fully,  such  grant 
is  as  follows: 

If  *  •  •  the  Commission  finds  that  the  public  Interest  will  be 
promoted  by  the  consolidation  *  *  *  it  may  enter  an  order  approv- 
ing and  authorizing  such  consolidation,  with  such  modifications  and 

i  such  terms  and  conditions  as  it  may  prescribe. 

"The  Commission  says:  'The  Consolidation  *  *  *  we 
are  of  opinion  *  *  *  is  governed  by  paragraph  (7)  of  sec- 
tion 5.'  But  that  paragraph  does  not  confer  a  power  described 
therein.  It  merely  provides  that  'the  power  and  authority  of 
the  Commission  to  approve  and  authorize  the  consolidation  of 
two  or  more  carriers  shall  extend  and  apply  to  the  consolidation' 
here  in  question.  The  description  of  the  power,  and  the  extent 
and  limitation  of  the  same,  must  be  looked  for  elsewhere,  and  is 
found  in  paragraph  (6).  It  is  not  possible  for  us  to  perceive,  nor 
does  the  majority  report  of  the  Commission  make  any  attempt. 
to  point  out,  how  a  power  described  and  granted  in  one  para- 
graph, and  authorized  to  be  exercised  in  a  particular  case  by 
another  paragraph,  can  be  held  to  be  any  other  or  greater  or 
less  power  than  is  conferred  by  the  paragraph  describing  the 
same. 

"That  the  Commission  recognized  that  it  was  called  upon 
•in  this  proceeding  to  exercise  the  power  described  in  paragraph 
(6)  would  seem  to  be  evident  from  the  fact  that  it  bases  its 
nder  upon  the  aforesaid  finding  that  'the  public  interest  will 
be  promoted  by  the  consolidation.'  If  that  is  the  power  which 
it  exercises,  we  urge  that  it  is  authorized  by  the  clear  provision 
of  the  statute  to  grant  its  approval  'upon  such  terms  and  con- 
ditions as  it  may  prescribe.'  " 

Mr.  Benton  argues  in  the  motion  that  "these  proceedings 
ire  quite  valueless  if  it  be  true  that  the  Commission's  hands  are 
tied,  as  the  Commission  has  ruled."  He  says  if  Congress  had 
Jesired  to  have  made  a  matter  of  formal  record  the  judgment  of 
the  Commission  as  to  the  advisability  of  the  continuance  of  the  • 


consolidation,  It  could  have  said  so  in  simple  language.  He 
argues  that  from  the  language  of  the  law  "it  would  seem  patent 
that  it  was  its  intention  that  the  Commission  should  exercise 
that  power,  undlminlshed  in  any  way,  and  should  impose  such 
terms  and  conditions  as  the  facts  found  by  the  Commission  upon 
investigation  should  warrant." 

The  petitioner  further  argues  that  "the  situation  is  closely 
analagous  to  that  which  always  exists  when  carriers  are  con- 
solidated, or  when  interests  which  control  a  carrier  organize  a 
new  corporation  to  take  over  and  carry  on  Its  business.  In  such 
a  case  the  Supreme  Court  has  already  said: 

If  purposely  or  unintentionally  a  single  creditor  wan  not  paid,  or 
provided  for  In  the  reorganisation,  he  could  assert  bin  superior  right* 
against  the  lubordlnate  interest*  of  the  old  stockholders  In  the  prop- 
eity  transferred  to  the  new  company.  Northern  I'aclflc  Hallway  v». 
Doyd.  228  U.  S.  482,504. 

"The  approval  of  the  Commission  will  confirm  and  perpetu- 
ate a  situation  from  which  relief  might  come  to  claimants  if  the 
law  were  permitted  to  take  its  course,"  Solicitor  Benton  declares. 

Chairman  Clark's  testimony  before  the  House  committee 
on  interstate  and  foreign  commerce  in  regard  to  the  proposed 
provisions  affecting  the  consolidation  is  quoted  in  the  motion 
as  follows: 

It  would  seem  consistent  and  advisable  to  provide  in  this  legis- 
lation that  the  C'ommission  could,  upon  a  showing  under  which  It 
would  authorize  the  consolidation  If  It  had  not  been  effected,  sanction 
a  continuance. 

In  conclusion  Mr.  Benton  says: 

"It  makes  no  difference  whether  the  companies  did  what  has 
been  done  with  intent  to  defraud,  as  in  the  case  of  the  Adams 
and  Southern,  or  carelessly  and  with  a  lack  of  proper  considera- 
tion of  the  rights  of  other  parties  only.  The  fact  is,  that  all  the 
constituent  companies  combined  to  create  the  situation  which 
operates  to  deprive  loss  and  damage  claimants  of  their  rights. 
If  anybody  must  now  suffer  loss  those  who  created  the  situation 
which  makes  that  necessary  should  suffer,  and  not  innocent 
shippers. 

"In  conclusion,  we  urge  that  if  the  law  is  to  be  construed  as 
presenting  to  the  Commission  the  single  question  whether  It 
will  or  not  express  retroactive  approval  of  the  consolidation, 
with  full  knowledge  of  the  unconscionable  results  which  flowed 
therefrom,  it  should  refuse  such  approval.  It  is  abhorrent  to 
the  sense  of  justice  that  a  Government  tribunal  should  find  a 
situation  such  as  is  described  in  the  majority  report  in  this 
case,  and  at  the  same  time  express  approval  of  the  transaction 
whereby  it  was  brought  about.  Even  if  a  unification  of  express 
companies  might  be  considered  desirable  from  a  public  point 
of  view,  nevertheless  it  can  not  be  for  the  public  good  that  a 
public  advantage  should  be  procured  at  the  cost  of  injustice  of  a 
wholesale  character  to  members  of  the  public.  Viewed  in  a 
large  sense,  no  such  transaction  can  promote  the  public  good. 
If  it  receives  Governmental  sanction  it  must  rather  tend  to 
shock  and  destroy  the  confidence  of  the  public  in  the  power  of 
Government  to  protect  its  people  from  wrong  at  the  hands  of 
corporations  chartered  by  Government,  and  even  exercising 
semi-governmental  functions,  and  supposedly  under  Govern- 
mental regulation." 


N.  Y.  C.  CHICAGO  TERMINAL  PLAN 

The  Traffic   World   Washington  Bureau 

Application  has  been  made  to  the  Commission  by  the  New 
York  Central  (see  Traffic  World,  Jan.  1)  for  permission  to  ac- 
quire the  packer  railroads  at  Chicago  and  their  stock  yards  con- 
nected with  the  railroads.  Acquisition  would  be  through  the 
purchase,  by  the  New  York  Central,  of  the  stock  of  the  Chicago 
River  &  Indiana  Railroad  Company  for  $750,000,  then  the  leas- 
ing of  the  other  property  to  the  Chicago  River  &  Indiana.  Half 
the  stock  of  the  Chicago  River  &  Indiana  is  owned  by  the  Chi- 
cago Junction  Railways  &  Union  Stock  Yards  Company,  a  New 
Jersey  corporation.  The  other  half  of  the  stock  is  owned  by 
individuals  who  are  willing  to  join  with  the  corporation  in  selling 
their  stock  to  the  New  York  Central. 

The  lease  from  the  Chicago  River  &  Indiana  Railroad  com- 
pany to  the  New  York  Central  would  be  for  99  years,  renewable 
at  the  election  of  the  New  York  Central,  In  perpetuity.  The 
lease  would  carry  with  it  the  right  to  buy  all  the  packer  prop- 
erties or  the  stock  of  the  companies  for  $33,333,333.  The  pur- 
chase of  the  Chicago  River  &  Indiana  Railroad  stock  would  be 
made  with  cash  or  with  securities  acceptable  to  the  parties  in 
interest. 

In  a  statement  by  President  Smith  of  the  New  York  Central, 
given  out  in  his  behalf  at  the  Commission  when  the  application 
was  made  public,  the  declaration  was  made  that  if  the  Com- 
mission approved  the  plan  it  would  be  "our  policy  to  continue 
the  operating  and  traffic  relationship  now  existing  between  the 
Chicago  Junction  Railway  Company  and  other  carriers  operat- 
ing at  Chicago." 

Divested  of  the  technicalities  needed  to  bring  about  the  ac- 
quisition of  the  terminals  built  up  by  the  big  packers,  the  plan 
is  believed  to  mean  that  the  New  York  Central  is  convinced  that 
it  is  its  common  carrier  duty  to  acquire  terminals  in  Chicago 
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that  will  enable  It  to  handle  through  terminals  owned  by  it,  not 
only  the  ordinary  freight  but  also  that  part  of  every  common 
carrier's  business  produced  by  the  live  stock  and  packing  house 
industries. 

Very  few  railroads  have  provided  terminals  tor  the  handling 
of  either  live  stock  or  packing-house  products.  According  to 
great  volumes  of  testimony  before  the  Interstate  Commerce 
Commission,  they  have  also  generally  refused  to  acquire  refrig- 
erator cars  for  the  transportation  of  fresh  meat.  Many  of  them 
have  refrigerator  cars  adequate  for  the  handling  of  fruits  and 
vegetables  and  partly  preserved  meats.  A  few  of-  them  have  a 
small  number  of  refrigerators  such  as  are  needed  for  the  trans- 
portation of  fresh  meat. 

Few  of  them  have  yards  for  loading  or  unloading  live  stock. 
The  yards  of  carriers  in  Chicago,  other  than  the  packer  rail- 
roads, contain  facilities  for  the  loading  and  unloading  of  live 
stock  that  are  inadequate  to  handle  even  a  small  fraction  of  the 
business  to  and  from  the  packing  plants.  In  fact,  none  of  the 
trunk  lines  has  unloading  pens  near  enough  the  packing  plants 
to  make  them  of  any  real  value  in  the  event  the  big  packers 
should  decide  to  close  their  stock  yards. 

If  the  plan  is  approved  by  the  Commission,  the  New  York 
Central  will  become  an  exception  to  the  rule  that  trunk  lines 
have  no  terminals  at  which  they  can  handle  the  business  of 
the  live  stock  and  packing  house  industries,  except  such  as  they 
have  the  privilege  of  using,  by  arrangements  of  one  kind  or 
another  with  the  railroads  controlled  by  the  packers.  Accord- 
ing to  the  testimony  in  the  private  car  line  case,  the  trunk  lines, 
when  the  killing  of  animals  in  Chicago  promised  to  become  an 
important  industry,  took  little  or  no  interest  in  affording  the 
butchers  either  facilities  for  unloading  the  cattle  or  taking  away 
the  products  of  the  slaughter  houses.  The  butchers  had  to  make 
their  own  arrangements.  To  avoid  the  expense  and  danger  of 
driving  great  droves  of  animals  through  the  streets  of  Chicago, 
they  organized  a  union  stock  yards  in  Chicago  and  the  Illinois 
legislature  gave  them  a  charter  to  build  and  operate  railroads 
and  stock  yards. 

That  charter,  under  the  plan,  would  be  transferred  to  the 
New  York  Central.  That  railroad  company  would  be  substituted 
for  the  packers  in  the  operation  of  the  terminals  begun  by  the 
packers  more  than  fifty  years  ago  because  the  railroad  managers 
of  that  day  were  unwilling  to  provide  such  facilities,  either  be- 
cause they  could  not  foresee  their  value,  or  because  they  could 
not  obtain  the  necessary  capital. 

This  plan,  if  approved  by  the  Interstate  Commerce  Com- 
mission, will,  it  is  believed,  cut  from  under  Attorney-General 
Palmer  an  important  section  of  the  case  he  has  pending  in  the 
Supreme  Court  of  the  District  of  Columbia  requiring  the  packing 
industry  to  get  out  of  the  railroad,  stock  yard  and  other  busi- 
nesses they  have  built  up  around  and  in  connection  with  their 
slaughter  houses.  What  effect,  if  any,  the  submission  of  the  plan 
will  have  on  that  litigation,  no  one  connected  with  the  Commis- 
sion has  thus  far  presumed  even  to  suggest.  The  Commission, 
officially,  has  never  shown  any  particular  sympathy  with  the 
efforts  of  the  department  of  justice  and  the  Federal  Trade  Com- 
mission to  force  a  separation  of  the  slaughtering  business  and 
the  auxiliary  operations  covering  stock  yards  and  railroads.  It 
has  had  to  deal  with  a  practical  situation,  namely,  the  fact  that 
the  common  carrier  trunk  lines  have  no  terminals  in  the  stock 
yards  districts  of  the  big  packing  centers  and  no  places  for 
unloading  Jive  stock,  which,  in  comparison  with  the  facilities 
needed,  would  be  regarded  as  adequate  by  a  sane  man. 

In  its  efforts  to  draw  a  line  between  the  commercial  side  of 
the  stock  yards  and  the  packer  railroads  serving  the  stock  yards 
and  the  trunk  lines,  it  has  had  innumerable  difficulties.  On 
the  matter  of  charges  alone  for  loading  and  unloading  live  stock 
at  the  stock  yards  adjoining  the  packing  plants,  it  has  made 
several  decisions  and  modifications  thereof.  In  the  matter  of 
allowances  for  refrigerators  furnished  by  the  packers,  it  has 
also  had  some  difficulties.  It  began  its  private  car  line  investiga- 
tion in  such  way  as  to  convey  the  impression  that  the  allowances 
to  private  car  owners  constituted  rebates,  but  it  ended  by  admit- 
ting that  the  allowances  were  not  sufficient  to  cover  the  cost, 
in  many  instances,  without  considering  return  on  the  investment. 
As  a  result  of  that  investigation  shippers  who  have  furnished 
cars  have  had  their  allowances  increased  about  100  per  cent  in 
the  last  three  or  four  years. 

What  attitude  the  other  trunk  lines  entering  Chicago  will 

Bsume  toward  the  proposal  of  the  New  York  Central  to  acquire 

the  packer  terminals,  the  Commission  probably  will  not  learn 

until  It  holds  hearings  on  the  application,  which  is  technically 

known  as  Finance  Docket  No.  1165.     Had  such  a  plan  been  put 

on  foot  in  the  days  before  the  Commission  had  received  power 

o  require  joint  use  of  terminals  and  power  to  make  car  serv- 

3  orders  directing  how  equipment  shall  be  used  it  would  prob- 

tiave  started  reprisals  by  the  other  trunk  lines.  The  declara- 

Presldent  Smith,  in  effect,  that  the  transaction  would 

5  any  change  in  policy  or  carrier  relationship  can  be 

e  rule    by  order  of  the  Commission,  should  the  New 

.entral  officials,  after  the  approval  and  execution  of  the 

plan,  show  evidence  of  a  change  of  mind 


fn,  i8   a   prlnted   volume   of  sixty-three   pages, 
forth  the  history  of  the  corporations  involved  in  the 


plan  itself  and  an  argument  to  show  that  the  plan  would  be 
in  the  public  interest.  The  application  is  based  on  paragraphs 
18  to  22,  inclusive,  of  the  first  section  of  the  interstate  com- 
merce law,  authorizing  the  consolidation  of  railroads. 

The  primary  agreement  is  between  the  New  York  Central 
and  the  Chicago  Junction  Railways  and  Union  Stock  Yards 
Transit  company.  The  first  item  in  the  agreement  is  that  the 
New  York  Central  shall  buy  the  stock  of  the  Chicago  River  & 
Indiana  Railroad  Company  for  $750,000.  The  second  is  that  the 
Chicago  Junction  Railway  Co.  shall  lease,  at  $2,000,000  a  year, 
to  the  Chicago  River  &  Indiana,  for  99  years  and  thereafter,  in 
perpetuity,  at  the  election  of  the  -New  York  Central,  all  its 
properties,  including  the  lease,  dated  December  1,  1913,  made 
between  the  Union  Stock  Yards  &  Transit  Company  of  Chicago 
as  lessor  and  the  Chicago  Junction  Railway  Co.  as  lessee. 

The  third  is  that  the  New  York  Central  be  given  the  option 
to  purchase,  either  from  the  Chicago  Junction  Railways  and 
Union  Stock  Yards  Company,  a  New  Jersey  corporation,  all  the 
capital  stock  of  the  Chicago  Junction  Railway,  for  $22,987,516, 
or  from  the  respective  owners,  all  the  properties  of  the  Chicago 
Junction  Railway  Company  and  the  Union  Stock  Yard  & 
Transit  Company  of  Chicago,  for  $33,333,333,  of  which  $22,987,- 
516  is  to  be  paid  for  the  Chicago  Junction  Railway  Co.  and 
$10,345,817  for  the  Union  Stock  Yard  &  Transit  Company  prop- 
erty or  stock. 

The  application  tells  the  facts  about  the  different  corpora- 
tions and  the  property  they  own.  The  Chicago  River  &  Indiana, 
the  Union  Stock  Yards  &  Transit  Co.  of  Chicago  and  the  Chicago 
Junction  Railway  Company,  are  the  three  owners  of  the  rail- 
roads to  be  merged  into  the  New  York  Central  terminals. 

The  Chicago  Junction  Railways  and  Union  Stock  Yards  Com- 
pany is  the  holding  company  that  owns  all  the  stock  of  the 
Union  Stock  Yards  &  Transit  Company  of  Chicago;  all  the  stock 
of  the  Chicago  Junction  Railway  Company  and  half  the  stock  o 
the    Chicago   River    &    Indiana   Railroad    Company. 

In  behalf  of  the  New  York  Central,  President  Smith  gave 
out  the  following: 

"The  plan  proposed  in  the  application  will,  of  course,  con 
tinue  wholly  tentative  until  the  Commission  has  investigated 
its  merits  and  announced  conclusions.  Meantime  it  would  be 
inappropriate  for  me  to  make  other  than  general  comment  upon 
what  we  seek  to  accomplish  by  leasing  the  Junction  Terminals 
The  New  York  Central  has  long  since  been  in  need  of  an  ex 
tensive  amplification  of  its  terminal  facilities  at  Chicago.  The 
opportunity  to  relieve  this  situation  to  the  mutual  advantage 
of  the  public,  our  connections  and  ourselves  has  now  been  dis 
covered  in  a  surprisingly  natural  way. 

"In  1907  the  Lake  Shore  road  through  the  medium  of  a 
switching  subsidiary  acquired  the  outer  belt  line  of  the  Chicago 
Junction  Railway  Company.  This  property  is  now  operated  as 
part  of  the  Indiana  Harbor  Belt  Railroad  Company,  which  per- 
forms service  in  the  outer  Chicago  switching  district  as  an  in 
terchange  connecting  link  between  the  trunk  lines  centering  ai 
Chicago.  Its  railroad  complement  is  the  railroad  of  which  it 
was  formerly  a  part,  namely,  the  Chicago  Junction  Railway 
which,  with  its  associate  property,  the  Chicago  River  &  Indiana 
Railroad,  comprises  an  extensive  inner  network  of  tracks  spread 
through  the  heart  of  central  manufacturing  Chicago  and  serving 
a  highly  industrial  territory. 

"Railroad  expansion  in  this  thickly-settled  industrial  dis 
trict  has  about  reached  its  limit.  These  properties  are  bottled 
up,  so  to  speak,  within  the  community  which  they  serve.  Con- 
versely the  former  outer  belt  line  of  the  Chicago  Junction  Rait- 
way  has  unlimited  opportunity  in  the  development  of  railroad 
facilities,  but  no  means  of  reaching,  except  indirectly,  interim 
Chicago.  Each  of  these  properties,  therefore,  lacks  importan' 
facilities  which  the  other  has  and  which  neither  could  secure 
for  itself.  Handled  together,  they  will  serve  all  the  industrial 
territory  tributary  to  each  with  higher  efficiency.  Furthermore, 
to  identify  the  Chicago  Junction  Railway  properties  with  the 
New  York  Central  Railroad  ought  to  increase  exceedingly  their 
value  to  the  industrial  public,  and,  on  the  other  hand,  such 
identification  will  enable  the  New  York  Central  and  its  affiliated 
line,  the  Michigan  Central,  to  greatly  improve  and  extend  their 
Chicago  terminal  service. 

"Should  the  Interstate  Commerce  Commission  approve  ol 
our  plan  it  would  be  our  policy  to  continue  the  operating  and 
traffic  relationship  now  existing  between  the  Chicago  Junction 
Railway  Company  and  other  carriers  operating  in  Chicago." 

A  synopsis  of  the  application  given  out  by  the  New  Yorh 
Central  is  as  follows: 

"The  New  York  Central  Railroad  Company  has  filed  formal 
application  with  the  Interstate  Commerce  Commission  for  au 
thority  to  lease,  operate  and  ultimately  purchase  the  Chicagc 
Junction  Railway  Company  terminal  properties  at  Chicago.  TIM 
project  proposes  the  unification  of  related  lines  for  greatffl 
economy  and  efficiency,  and  concerns  properties  valued  at  abom 
$33,000,000. 

"The  New  York  Central  has  long  needed  larger  freight  teij 
minal  facilities  at  Chicago,  and  the  lines  embraced  in  the  prd 
posed  merger  are  the  only  such  properties  remaining  uncon 
nected  with  a  large  trunk  line  system,  spreading  over  the  ina 
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purtant  Industrial  districts  of  southwestern  Chicago.  Including 
i  hr  Union  Stockyards  district.  Included  in  the  plan  are  the 
lesser  terminal  properties  of  the  Chicago  River  and  Indiana 
Railroad  Company. 

"The  Chicago  Junction  terminal  facilities  connect  directly 
with  the  New  York  Central's  'outer  belt  line' — the  Indiana  Har- 
bor Belt  Railroad — forming  a  natural  extension  of  this  com- 
pany's rails  into  the  heart  of  the  city's  southwestern  Industrial 

ion,  and  thereby  assuring  to  both  railroads  an  increase  In 
efficiency  and  capacity  which  has  been  impracticable  under  in- 
ilt-Mi-ndent  operation.  The  terminal  properties  have  superior 
connections  also  with  three  other  railroads  of  the  New  York 
(Vntral  system — the  New  York  Central  Railroad,  the  Michigan 
(Vntral  and  the  Big  Four — each  of  which  will  be  provided  with 
better  terminal  service  for  all  of  its  heavy  Chicago  traffic. 

"The  application  filed  with  the  Interstate  Commerce  Com- 
mission, which  is  voluminous,  states  that  extensive  immediate 
improvement  and  development  of  the  existing  terminal  facili- 
ties, which  could  not  possibly  be  duplicated,  is  planned.  It 
enumerates  In  detail  the  various  operating  conditions  which 
make  acquisition  of  the  additional  terminals  by  the  trunk  line 
distinctly  a  matter  in  the  public  interest  and  cites  the  ways  In 
which  the  efficiency  and  capacity  of  both  the  terminal  properties 
and  the  existing  facilities  of  the  trunk  line  would  be  enhanced 
li\  the  consolidation.  It  is  stated  that  at  present  the  natural 
flow  of  a  large  amount  of  freight  traffic  over  the  main  lines 
actually  is  impeded  and  delayed  by  circuitous  routing  because 
of  the  inadequacy  of  terminal  facilities  at  Chicago. 

"The  territory  served  by  the  Chicago  Junction  terminal  lines 
in  its  extremities  extends  from  Western  boulevard  on  the  west 
to  Lake  Michigan  and  from  49th  street  on  the  south  to  Ogden 
avenue. 

"The  territory  in  Chicago  tributary  to  the  Chicago  Junction 
Railway  and  its  associated  line  may  be  described  as  in  four 
natural  groups:  (1)  The  stockyards  and  packing  town,  estab- 
lished in  1865,  now  representing  an  investment  of  from  $250,- 
000,000  to  $350,000,000  and  employing  some  50,000  persons; 
(2)  the  Central  Manufacturing  District,  comprising  five  hundred 
acres,  with  180  industries,  improvements  valued  at  $50,000;000 
anil  producing  a  freight  tonnage  of  200,000  carloads  annually, 
within  a  radius  of  four  miles  containing  population  exceeding 
1. iMO.OOO;  (3)  north  to  15th  street,  spanning  a  highly  developed 
and  growing  industrial  section,  stimulated  by  the  establishment 
of  the  Union  Junction  freight  station  at  15th  street  and  Western 
avenue;  (4)  southwest  to  Central  Park  avenue,  a  former  resi- 
dential section  rapidly  becoming  industrial,  largely  because  of 
railroad  facilities. 

"The  Chicago  Junction  Railway  Company,  in  general,  in- 
cludes a  double-track  inner  belt  line  23.94  miles  long,  with  side 
tracks  and  industrial  tracks  aggregating  168.66  miles.  It  owns 
68  locomotives  and  291  cars.  The  Chicago  River  and  Indiana 
Railroad  Company  owns  15.71  miles  of  terminal  road,  all  within 
the  city  of  Chicago,  and  has  trackage  rights  of  28.87  miles  over 
other  roads.  It  owns  9  locomotives  and  264  cars.  The  fore- 
going are  the  figures  given  by  Moody's  Manual. 

"The  proposed  method  by  which  the  terminal  properties  are 
to  be  acquired  by  the  New  York  Central  Railroad  provides  for 
the  purchase  of  all  of  the  capital  stock  of  the  Chicago  River  and 
Indiana  Railroad  Company,  and  the  lease  thereto,  with  right  of 
ultimate  purchase,  of  all  the  properties  of  the  Chicago  Junction 
Railway  Company.  The  properties  have  been  exhaustively  ex- 
amined by  experts  as  the  basis  for  appraisal  of  valuations.  The 
application  is  accompanied  by  detailed  lists  of  existing  obliga- 
tions as  well  as  certification  of  the  acceptability  of  the  proposed 
terms  by  each  of  the  several  corporations  concerned." 


Personal  Notes 


HIGHWAY  DEVELOPMENT 

The  Traffic   World   Washington  Bureau 

"It  required  a  great  national  catastrophe  to  awaken  the 
American  public  to  the  inadequacy  of  our  transportation  facili- 
ties and  to  the  fact  that  we  must  depend  largely  upon  our  high- 
ways, in  conjunction  with  motor  vehicles,  when  a  sudden  ex- 
pansion in  transportation  is  essential,"  said  Secretary  Meredith, 
of  the  Department  of  Agriculture,  In  recommending  development 
of  highways  in  his  annual  report. 

"Our  experiences  during  the  last  three  years  have  clearly 
demonstrated  that  the  failure  earlier  to  inaugurate  a  sound  road- 
improvement  program  has  retarded  the  effective  development 
of  one  of  our  most  vital  national  requirements.  The  use  of  the 
motor  vehicle  for  highway  transportation  has  increased  tremen- 
dously within  a  short  period.  In  1906  only  48.000  motor  vehicles 
were  registered  in  the  United  States.  By  1914  the  number  had 
risen  to  1,700,000,  while  the  registrations  now  total  nearly  8,- 
000,000,  exclusive  of  motor  cycles.  The  actual  vehicle-mile  use 
of  our  roads,  it  is  estimated,  has  increased  more  than  500  per 
cent  in  strictly  agricultural  communities  and  more  than  1,000 
per  cent  near  the  larger  centers  of  population.  These  figures 
indicate  the  extent  to  which  community  and  short-haul  trans- 
portation will  be  served  by  better  highways." 


W.  H.  Wharton,  general  northern  agent,  NaHhvllle,  Chat- 
tanooga &  St.  Louis  Railway  in  Chicago,  who  has  been  ap- 
pointed assistant  gen- 
eral freight  agent  of 
that  company  at  Nash- 
ville, Tenn.,  In  charge 
of  service,  publicity  and 
selling  methods,  has 
spent  his  entire  railroad 
service  with  the  same 
company.  He  started  in 
1900  as  stenographer  in 
the  Nashville  office  and 
was  successively  pro- 
moted to  soliciting 
agent,  traveling  freight 
agent,  and  in  1907  to 
commercial  agent  at 
Chicago,  which  position 
he  has  since  held,  ex- 
cept for  two  years  dur- 
ing the  war,  when  he 
enlisted,  and  was  ap- 
pointed lieutenant  in 
the  Ordnance  Reserve 
Corps.  He  has  been 
active  in  the  affairs  of 
the  Traffic  Club  of  Chi- 
cago, having  served  as 
secretary  of  that  organ- 
ization for  four  years, 
treasurer  for  one  year 
and  chairman  of  its  publicity  committee  for  four  years.  He  has 
also  been  chairman  of  the  committee  responsible  for  the  club's 
"Get  Together"  traffic  discussions. 


John  J.  DeLaney,  re- 
cently elected  president 
of  the  newly  organized 
Elmira  Traffic  Club,  is 
one  of  the  best  known 
traffic  men  in  that  town, 
where  he  was  born  and 
educated.  Except  for  one 
year  spent  as  billing 
clerk  for  the  Pennsyl- 
vania Railroad,  his  en- 
tire business  career  lias 
been  with  the  traffic  de- 
partment of  the  Ameri- 
can-La France  Fire  En- 
gine Company,  Inc.,  El- 
mira, for  which  he  has 
been  traffic  manager 
since  1910.  In  Novem- 
ber, 1919,  Mr.  DeLaney 
was  made  chairman  of 
the  traffic  committee  of 
the  Elmira  Chamber  of 
Commerce  and  was  in- 
strumental in  organizing 
a  -permanent  traffic  de- 
partment for  that  organ- 
ization. 


Ralph  Merriam,  lawyer,  formerly  associated  with  Clifford 
Thorne,  announces  the  removal  of  his  office  to  the  Lumber  Ex- 
change Building,  Chicago.  He  will  continue  the  practice  of  law, 
specializing  in  interstate  commerce,  public  utility,  loss  and  dam- 
age, and  other  transportation  and  governmental  matters. 

W.  McN.  Knapp  has  been  appointed  general  freight  agent, 
in  charge  of  freight  traffic  agencies,  for  the  Central  of  Georgia 
at  Savannah. 

The  Norfolk  &  Western  has  appointed  U.  S.  Cave  aa  travel- 
ing agent  of  the  traffic  department  at  Roanoke.  Va. 

The  Central  of  Georgia  has  announced  the  appointment  of 
C.  D.  Chancellor,  assistant  general  freight  agent  at  Savannah. 

The  Norfolk  Southern  has  announced  the  appointment  of 
J.  S.  Correll  as  commercial  agent  at  Durham,  N.  C.,  vice  Miles 
F.  Figgat,  promoted. 

C.  McD.  Davis  has  been  appointed  assistant  freight  traffic 
manager  at  Wilmington,  N.  C..  for  the  Atlantic  Coast  Line,  for 
which  road  he  was  general  freight  agent  prior  to  the  period  of 
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government  control.     Since  the  return  of  the  roads  Mr.  Davis 
has  been  a  member  of  the  Southern  Freight   Rate  Committee. 

H.  Warren  Hall  has  been  appointed  traveling  freight  agent 
for  the  Erie  Railroad  at  Meadville,  Pa. 

The  Hocking  Valley  Railway  has  announced  the  following 
appointments:  J.  D.  Anderson,  commercial  agent,  Toledo;  H. 
E  Todd,  commercial  agent,  Columbus;  R.  F.  Pierce,  traveling 
freight  agent,  Columbus;  T.  M.  King,  city  freight  and  passenger 
agent,  Toledo;  J.  H.  Dooley,  city  freight  agent,  Columbus. 

E.  G.  Howard  has  been  appointed  division  freight  agent  for 
the  New  York  Central  at  Hillsdale.  Mr.  Howard  has  jurisdic- 
tion over  the  Lansing  division  and  the  cities  of  Hillsdale  and 
Jonesville  on  the  Michigan  division. 

J.  J.  Gorman,  former  traveling  claim  adjuster  for  the  A.  T. 
&  S.  F.,  and  more  recently  connected  with  the  traffic  department 
of  the  California  Fruit  Growers'  Exchange,  has  been  appointed 
traffic  manager  by  E.  Y.  Foley,  a  large  grape  and  peach  shipper 
of  Fresno. 

The  New  York  Central  has  announced  the  appointment 
F.  E.  Lewis  as  assistant  general  freight  agent,  with  jurisdiction 
over  the  city  of  Detroit  and  the  Detroit  branch  to  and  including 
\Vyandotte.     The   office  of  general   agent   in    Detroit   has   been 
abolished. 

The  National  Marine  League  of  the  U.  S.  A.  will  mark  its 
tenth  anniversary  with  a  dinner  to  be  given  at  the  Hotel  Com- 
modcj-e.  New  York  City,  on  January  25.  Frank  C.  Munson, 
president  of  the  Munson  Steamship  Line,  will  preside.  The 
principal  speakers  will  be  Senator  Jones  of  Washington,  author 
of  the  merchant  marine  act;  Senator  Calder  of  New  York,  and 
P.  H.  W.  Ross,  president  of  the  League. 

DOINGS  OF~THE  TRAFFIC  CLUBS 

The  thirteenth  annual  dinner  of  the  Traffic  Club  of  Philadel- 
phia will  be  held  at  the  Bellevue-Stratford  Hotel  January  18. 
Edwin  O.  Lewis  will  be  toastmaster  and  the  principal  speakers 
will  be  Representative  Julius  Kahn  of  California,  who  will  speak 
on  "American  Problems  of  Today,"  and  Miss  Constance  Drexel, 
Public  Ledger  corespondent,  whose  subject  will  be,  "What  We 
Are  Trying  to  Do  to  Washington." 


A  special  and  social  meeting  of  the  Traffic  Club  of  Pitts- 
burgh will  be  held  in  its  club  rooms  January  10.  Dr.  Robert 
MacGowan,  pastor,  Bellefleld  Presbyterian  Church,  will  be  the 
speaker.  A  musical  program  has  also  been  arranged. 


The  eighth  annual  dinner  of  the  Traffic  Club  of  Baltimore 
will  be  held  at  the  Hotel  Rennert  February  1.  Among  the 
speakers  will  be  Daniel  Willard,  president  of  the  Baltimore  & 
Ohio  Railroad,  and  Richard  H.  Bond,  vice-president  of  McCor- 
mick  &  Co,  The  dinner  will  be  followed  by  a  dance. 


NEW  YORK  BARGE  LINE 

The  Traffic   World   Washington  Bureau 

Newton  D.  Baker,  Secretary  of  War,  in  a  letter  to  Chairman 
Each,  of  the  House  committee  on  interstate  and  foreign  com- 
merce, in  response  to  a  request  from  the  chairman  for  a  state- 
ment on  the  results  of  federal  operation  of  barges  on  the  New 
York  State  Canal,  takes  the  position  that  there  should  be  another 
year  of  federal  operation  and  "that  any  hasty  steps  taken  now 
(oward  the  discontinuance  of  federal  service  on  the  New  York 
Barge  Line  will  merely  lead  to  a  dissipation  of  the  magnificent 
government  fleet." 

The  view  of  the  Secretary  of  War  is  not  in  line  with  the 
recommendation  made  to  him  by  Brig.-Gen.  Frank  T.  Hines, 
former  chief  of  the  Inland  and  Coastwise  Waterways  Service! 
in  the  latter's  annual  report  (see  Traffic  World,  Dec.  18,  p.  1179)! 
Brig.-Gen.  Hines  believed  that  the  development  of  the  waterway 
service  on  the  New  York  canal  had  reached  the  point  where 
it  could  be  transferred  to  private  hands.  Secretary  Baker  said 
the  government  has  20  self-propelled  barges  and  72  new  cargo 
barges  on  the  canal.  One  self-propelled  barge  is  yet  to  be  de- 
livered. He  submitted  tables  showing  the  results  of  operation 
in  1919  and  the  first  nine  months  of  1920.  In  1919  the  total 
freight  tonnage  moved  was  166,258  tons;  the  revenue  $510- 
268.78;  the  expenses,  $670,986.99,  and  the  deficit,  $160,718.21.  In 
the  first  nine  months  of  1920  the  tonnage  was  128,140;  revenue 
$441,219.24;  expenses,  $528,057.20,  and  the  deficit,  $86,837.96. 

"An  inspection  of  these  figures,"  said  Secretary  Baker,  "will 
show  that  up  to  October,  1920,  there  was  still  a  total  annual 
deficit  in  the  operation  of  the  canal.  This,  however,  should 
not  be  surprising  in  view  of  the  conditions  under  which  the 
government  has  been  operating.  It  will  be  noted  that  the  figures 
are  continually  improving.  The  tonnage  is  increasing  and  the 
cost  of  operation  is  decreasing. 

"It  Is  doubtful  whether  any  private  enterprise  could  have 

.ccompllshed    what   the    government   has   done    in   the   way   of 

developing  a  regular  service  on  the  barge  canal  in  the  face  of 

Ifllcultips  which   this   enterprise   has   had   to   meet     It   is 

pioneer  work  from  start  to  finish;  the  good-will  of  the  general 

public  has  to  be  secured,  and  at  the  same  time  numberless  prob- 


lems of  varied  character  have  to  be  worked  out  with  the  rail 
carriers — carriers  traditionally  opposed  to  successful  operation 
of  inland  waterway  services. 

"It  has  been  said  that  the  Erie  Canal  has  been  a  highway 
for  inland  water  traffic  for  the  past  century.  Such,  to  a  certain 
extent,  has  been  true,  but  the  service  which  was  found  satisfac- 
tory 25  or  50  years  ago  will  not  meet  present  conditions.  The 
day  of  the  itinerant  bargeman,  owning  and  operating  his  own 
barges  at  rates  established  for  the  particular  occasion,  is  past. 
Such  service  will  not  develop  inland  waterways  nor  hold  traffic 
on  waterways  previously  teeming  with  boats.  The  service  of 
the  future  must  approximate  as  nearly  as  possible  the  service 
of  any  other  great  trunk-line  transportation  company,  either  rail- 
way or  steamship. 

"It  was  with  this  end  in  view  that  the  government  estab- 
lished its  barge  line  on  the  New  York  Canal,  and  it  has  been 
with  this  end  constantly  in  view  that  I  have  continued  the 
operation.  As  above  outlined,  it  is  not  believed  that  any  trans- 
portation company  could  have  organized  a  barge  line,  such  as 
the  one  organized  by  the  federal  government,  on  the  New  York 
Canal,  and  have  operated  it  under  the  adverse  conditions  that 
the  federal  government  has  operated,  while  working  up  busi- 
ness and  overcoming  the  other  numerous  obstacles.  This  work 
is  not  complete.  It  could  hardly  be  expected  that  a  commercial 
concern  would  be  willing  to  take  over  its  operation  when  as 
yet  it  still  shows  an  annual  deficit.  I  feel  confident,  however, 
that  another  year  of  operation  with  all  the  new  equipment  in 
active  service,  with  the  benefit  of  the  experience  of  the  past 
two  years  in  heavy  barge  line  operation,  will  enable  government 
operation  to  show  conclusively  that  a  real  barge  transportation 
service  on  the  New  York  Canal  is  practicable  and  profitable. 

"Then  it  will  be  time  to  consider  the  means  by  which  this 
service  can  be  transferred  from  federal  to  private  control.  I 
feel  certain  that  any  hasty  steps  taken  now  toward  the  discon- 
tinuance of  federal  service  on  the  New  York  Barge  Line  will 
merely  lead  to  a  dissipation  of  the  magnificent  government  fleet. 
The  federal  government  will  find  itself  in  a  position  where,  after 
expending  vast  sums  of  money  in  the  creation  of  an  unexcelled 
barge  line  equipment  and  operating  for  two  years  with  increas- 
ing success,  it  discontinues  this  operation  before  the  public  in 
general  can  reap  the  benefit  of  the  government's  efforts. 

"In  considering  this  problem  the  people  of  the  state  of  New 
York  cannot  be  considered  as  alone  vitally  interested  in  this 
canal.  True,  the  canal  is  the  property  of  the  state  of  New  York. 
The  traffic  on  this  canal,  however,  is  only  in  a  small  part  the 
traffic  of  that  state.  Equally,  if  not  even  more  interested  in 
the  success  or  failure  of  real  operation  on  the  New  York  Barge 
Canal  are  the  producers  of  the  Great  Northwest.  Before  taking 
any  action  of  as  far-reaching  significance  as  the  one  contem- 
plated in  Senate  joint  resolution  No.  161  the  wishes  of  the  people 
of  the  upper  Mississippi  Valley  and  Great  Lakes  region  should 
be  given  weighty  consideration." 


REVENUE  NOT  SUFFICIENT 

The  Traffic   World   Washington  Bureau 

Compilations  completed  January  7  by  the  Bureau  of  Railway 
Economics  of  revenue  reports  covering  189  roads  showed  a  net 
railway  operating  income  for  November  of  $56,630,476.  On  this 
basis  it  is  estimated  that  all  the  class  I  roads  will  have  a  net 
of  approximately  $60,000,000.  To  earn  a  net  of  six  per  cent  on 
their  valuation  the  properties  should  have  earned  a  little  less 
than  $100,000,000.  In  November,  a  year  ago,  the  roads  had  a 
net  of  only  $24,000,000,  but  that  was  due,  in  large  part,  to  con- 
ditions resulting  from  the  coal  strike. 

In  a  review  of  the  revenues  and  expenses  of  Class  I  railroads 
for  the  month  of  October  and  for  the  ten  months  ending  with 
October,  issued  by  the  Bureau  of  Railway  Economics  December 
31,  the  Bureau  said: 

"Operating  revenues  increased  26.0  per  cent,  operating  ex- 
penses 29.7  per  cent,  and  taxes  35.1  per  cent,  while  net  operating 
income  increased  from  $76,294,127  in  October,  1919,  to  $86,455,487 
in  October,  1920,  or  13.3  per  cent. 

"October  was  the  second  complete  month  under  the  in- 
creased freight  and  passenger  rates  that  became  effective  August 
26.  The  increase  in  revenues  for  the  month  was  largely  the 
result  of  the  higher  rates,  although  there  was  an  increase  in 
the  amount  of  freight  traffic  in  October,  compared  with  the  cor- 
responding month  of  the  preceding  year.  The  net  operating 
income  for  October  represented  an  annual  rate  of  return  of  4.6 
per  cent  on  the  tentative  valuation  fixed  by  the  Interstate  Com- 
merce Commission. 

"The  returns  for  October  and  for  the  ten  months  are  made 
difficult  of  comparison  with  1919  by  the  fact  that  the  accounts 
since  March  have  included  some  lapover  items  growing  out  of 
settlements  with  the  United  States  Railroad  Administration, 
also  war  taxes,  corporate  expenses  and  certain  other  items  not 
included  in  the  reports  during  government  operation.  The 
amount  of  war  taxes  alone,  included  for  October,  1920  is 
$2,800,780  and  for  the  ten  months,  $26,336,290." 
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WEIGHING  OF  LUMBER 

Kiluor  The  Traffic  World: 

From  the  facts  stated  by  Alfred  I,.  Moeller,  In  his  contri- 
bution to  The  Open  Forum  of  December  25,  it  would  appear  that 
the  scale  weights  on  one  or  the  other  of  the  cars  of  lumber 
\\ere  wrong.  If  the  weight  was  correct  on  the  car  of  rough 
lumber,  it  must  be  that  the  weight  shown  for  the  car  of  dressed 
lumber  was  in  excess  of  the  actual  weight.  Mr.  Moeller  does 
not  state  the  kind  of  lumber  in  question  nor  the  extent  of  the 
milling,  but  the  writer  does  not  know  of  any  lumber  that  will 
not  loose  in  excess  of  15  per  cent  through  milling. 

If  the  85  per  cent  provision  is  in  the  lawfully  published 
tariff,  it  is  the  writer's  belief  that  the  carrier  cannot  allow  a 
chiim  based  on  the  failure  of  the  lumber  to  shrink,  as  a  matter 
iil  tact,  to  the  tariff  requirements.  It  would  seem,  however,  that 
a  comparison  of  the  established  weight  standards  for  the  par- 
ticular kind  of  lumber  involved  would  disclose  an  error  in 
wright,  which  would  enable  the  claimant  to  file  claim  for  over- 
rliarge  based  on  excessive  scale  weight. 

The  practice  is  not  so  prevalent  as  it  once  was,  but  there 

still  numbers  of  instances  where  two  or  more  cars  are 
writhed  without  uncoupling;  track  scales  do  sometimes  get  out 
u f  balance  before  the  scale  test  car  arrives  on  its  rounds;  and 
it  is  even  possible  that  there  still  exists  an  occasional  specimen 

mind  weighing."  The  writer  has  certainly  found  more  than  a 
few  instances  where  he  could  sustain  claims  for  overweight, 
where  the  discrepancy  from  established  standard  weights  of 
lumber  was  outstanding. 

Plant  City,  Fla.,  Jan.   3,  1921.  Joseph   K.  Hull. 


COAL  CLAIMS 

Editor  The  Traffic  World: 

We  do  not  know  whether  the  subject  of  coal  claims  has  been 
discussed  before  in  the  Open  Forum  or  not,  but  if  it  is  in  order 
wr  would  like  to  bring  up  this  subject  for  discussion  at  this 
(imp. 

It   has   been   the   experience   of   our   company,  which   is   an 

rage    consumer    of    bituminous    coal,    to    overlook    shortages 

tinder  4,000  pounds,  because  we  figured  that  the  expense  of  filing 

a   claim   and   following  it  up  was  worth  more  to  the  company 

than  the   value  of  that  quantity  of  coal. 

Times  have  changed  this  situation,  as  many  others,  in  that 
the  price  of  Illinois  and  Indiana  coal  at  the  mine  today  is  about 
double  that  of  a  year  ago  and  the  freight  rate  has  increased 
40  per  cent,  so  that  a  ton  of  coal  at  Chicago  now  is  worth  about 
$8.00. 

It  is  the  opinion  of  this  company  that  we  should  file  claims 
for  loss  of  a  ton  or  more  of  coal,  because  of  the  increased  value 
ul  same.  We  would  like  to  get  an  expression  from  other  ship- 
pers as  to  what  they  have  considered  the  minimum  amount  of 
shortage  on  which  to  enter  claims  for  coal;  also  what  the  atti- 
tude of  the  railroad  claim  agents  is  in  connection  with  paying 
small  claims  for  shortage  of  coal. 

We  understand  that  some  roads  hauling  coal  in  Illinois  make 
a  practice  of  deducting  2  per  cent  from  the  net  mine  weight 
and  then,  if  there  is  anything  left,  they  will  pay  the  difference. 
Some  roads  only  deduct  1  per  cent  tolerance  for  difference  in 
scale  weights  and  shrinkage  from  evaporation. 

In  closing  we  would  like  to  bring  up  this  question:     What 
fair  average  basis  on  which  to  file  claims  for  coal  loss  and 
what  is  a  fair  tolerance  for  the  railroads  to  deduct  in  the  settle- 
ment of  such  claims? 

Acme  Steel  Goods  Company, 
H.  B.  Freck,  Traffic  Manager. 

Chicago,  Dec.  30,  1920. 


to  their  destination  within  a  reasonable  time  instead  of  keeping 
them  in  transit  for  weeks  and  months,  as  Is  now  the  ca»e. 

The  article  on  tracing  small  freight  shipments  in  your  Issue 
of  December  11  is  to  the  point.  When  carriers  do  not  keep  any 
record  whatever  of  receiving  L.  C.  L.  shipments  from  connec- 
tions or  their  forwarding  from  break  bulk  or  transfer  points,  of 
course,  a  shipment  cannot  be  located  If  overdue  or  desired 
rushed. 

After  giving  officials  of  the  traffic  department  of  a  connect- 
ing carrier  the  full  billing  reference  with  car  number  and  initial 
loaded  to  the  transfer  point  by  the  originating  line  for  delivery 
to  the  connecting  line  with  a  request  that  the  shipment  Is  long 
overdue  and  very  badly  needed,  we  are  Informed  several  we^ks 
after  the  material  has  been  received  that  their  agent  advises 
the  shipment  arrived  and  was  delivered  to  us  on  such  a  date. 

How  long  could  a  merchant  or  manufacturer  remain  in  busi- 
ness if  no  record  was  kept  of  the  goods  or  material  received 
and  what  disposition  was  made  of  it  afterward? 

The  book  record  which  was  formerly  kept  at  junction  points 
would  certainly  enable  the  claim  departments  to  establish  re- 
sponsibility for  loss  or  damage  between  different  lines  and  the 
same  record  at  transfer  or  break  bulk  points  would  do  the  same 
between  different  divisions  of  the  same  system  and  would  also 
be  of  assistance  in  locating  where  robbing  or  rough  handling 
is  occurring. 

We  certainly  feel  this  matter  should  have  immediate  atten- 
tion at  the  hands  of  the  carriers  and  the  best  possible  method 
employed  not  only  to  keep  some  kind  of  a  record  of  the  move- 
ment of  L.  C.  L.  shipments,  but  also  to  see  that  the  information 
is  given  to  the  shipper  or  consignee  when  it  is  necessary  for 
either  to  call  for  it. 

The  Hocking  Glass  Company, 
By  C.  T.  Westenbarger. 

Lancaster,  O.,  Dec.  29,  1920. 


ELIMINATION  OF  DELAY 

Editor  The  Traffic  World: 

The   recent   articles   in   your   Open    Forum   giving   the   good 

time  made  by  the  carriers  on  certain  cars  (while  apparently  only 

utions  so  far)  show  what  can  be  done  in  eliminating  delays 

ommon  the  last  year  or  two.  and  it  is  hoped  service  of  this 
kind  will  become  permanent  soon  instead  of  being  the  exception. 

Conventions  are  being  held  and  discussions  had  relative  to 
reducing  claims,  but  one  of  the  best  preventive  measures  that 
••ould  be  taken  to  reduce  loss  and  damage  claims  Is  some  method 
or  attention  taken  to  get  L.  C.  I>.  shipments  as  well  as  carloads 


INCREASED  WAR  TAX  ON   FREIGHT 

Editor  The  Traffic  World: 

We  are  very  much  interested  in  letter  on  page  1234  of  The 
Traffic  World,  written  by  S.  W.  Allender,  having  reference  to 
the  increased  war  tax  on  freight  shipments. 

In  the  second  paragraph  of  his  letter  Mr.  Allender  states 
that  this  war  tax  was  established  in  November,  1918.  We  wish 
to  state  that  this  bill  providing  for  the  collection  of  war  tax 
on  freight  shipments  became  effective  November  1,  1917,  and 
was,  therefore,  automatically  increased  25  per  cent  June  25, 
1918,  under  General  Order  28,  and  was  also  increased  40  per 
cent  in  the  eastern  territory  August  26,  1920,  and  what  would 
have  amounted  to  3  per  cent  in  1917  is  now  5'4  per  cent. 

Transportation  charges  on  freight  shipments  consigned  to 
this  company  amount  to  approximately  $2,000,000  a  year,  and 
we  would  be  pleased  to  hear  from  others  regarding  this  unau- 
thorized increase  in  war  tax,  which  has  been  increased  approxi- 
mately 75  per  cent. 

Endicott  Johnson. 
Arthur  G.  Hyde,  Traffic  Manager. 

Endicott,  N.   Y.,  Jan.   4,  1921. 


Editor  The  Traffic  World: 

We  have  read  with  interest  the  communication  bearing  on 
the  subject  of  "war  tax  on  increased  freight  charges,"  appear- 
ing In  your  issue  of  December  25.  A  great  deal  of  credit  is 
due  Mr.  S.  W.  Allender  for  raising  this  question,  as  It  undoubt 
edly  has  been  generally  overlooked  by  the  public;  and  Congress. 
In  enacting  the  tax  legislation,  possibly  had  no  intention  that 
this  tax  should  be  increased  to  the  extent  that  it  was  found 
necessary  to  increase  freight  rates. 

In  his  communication,  your  correspondent  refers  to  Novem- 
ber, 1918,  as  the  time  this  tax  became  effective.  This,  however, 
is  an  error,  as  the  tax  has  been  in  effect  since  November.  1917. 
This  fact  is  of  additional  importance,  as,  since  that  time,  class 
rates  have  been  increased  25  per  cent  under  G.  O.  28,  June  25, 
1918.  and  40  per  cent  under  Ex  Parte  74  ruling,  effective  August 
26,  1920.  This  makes  a  total  Increase  In  class  rates  of  75  per 
cent,  as  against  the  rates  in  effect  when  the  tax  was  first  ap- 
plied, and  the  latter  has  consequently  been  Increased  accord 
ingly.  Furthermore,  the  rates  on  some  commodities  have  been 
increased  to  an  even  greater  extent.  We  have  In  mind  two 
items  from  our  own  experience,  where  these  Increases  amount 
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to  152  per  cent  and  180  per  cent,  respectively,  the  tax  naturally 
Increasing  correspondingly. 

A  great  many  firms  also  make  extensive  use  of  the  express 
service  The  express  rates,  since  the  war  tax  was  first  applied, 
have  increased  on  an  average  of  66%  per  cent,  which  naturally 
means  an  increase  in  the  tax  payable.  We  do  not  believe  that 
there  are  many  instances,  if  any,  where  the  war  tax  has  been 
increased  to  such  an  extent  as  on  freight  and  express  ship- 
ments Where  increases  in  tax  have  occurred,  it  has  generally 
been  due  to  a  decided  increase  in  the  market  value  of  an  article 
in  the  luxury  class.  This,  of  course,  will  readjust  itself  through 
the  present  decline  in  the  market  value  of  commodities,  a  reac- 
tion which  need  not  be  looked  forward  to  in  the  matter  of  trans- 
portation costs.  Transportation,  however,  is  not  considered  as 
a  luxury,  and  where  it  was  found  necessary  to  increase  freight 
or  express  rates,  the  matter  of  correspondingly  decreasing  the 
tax  rate  was.  possibly  lost  sight  of.  If  such  is  the  case  and  the 
tax  should,  after  thorough  consideration,  be  found  excessive,  it 
would  appear  that  if  the  matter  received  the  needed  publicity 
and  was  brought  to  the  attention  of  our  legislators,  the  condi- 
tion would  be  remedied. 

Duplan  Silk  Corporation, 
H.  H.  C.  Fischer,  Traffic  Department. 

Hazleton,  Pa.,  Dec.  30,  1920. 

•  , , 

INLAND  WATERWAY  DEVELOPMENT 

Editor  The  Traffic  World: 

Your  editorial  of  December  18,  entitled  "Inland  Waterway 
Development,"  brings  up  a  subject  which  should  be  carefully 
discussed  and  studied  at  this  time,  so  as  to  prepare,  in  so  far 
as  it  is  possible  to  do  so,  for  the  time  in  the  future  when  the 
movement  of  freight  throughout  the  country  reaches  its  peak. 

The  question  of  more  intensive  use  of  our  waterways  has 
two  phases:  First,  we  should  do  everything  possible  more 
fully  to  co-ordinate  through  arrangements  between  the  existing 
water  lines  and  rail  systems.  Second,  we  should  develop  such 
of  our  waterways  which  are  now  idle  or  on  which  only  partial 
navigation  can  be  operated.  I  do  not  believe,  however,  that  we 
should  spend  large  sums  on  waters  where  no  practical  benefit 
can  be  made  of  same  or  where  there  is  little  or  no  commerce 
to  be  shipped  on  them. 

Referring  to  the  co-ordinating  of  existing  water  lines  and 
rail  carriers,  it  is  true  that  the  Commission  now  has  authority 
to  accomplish  a  great  deal  in  this  direction,  but,  unless  a  formal 
complaint  is  brought  before  them,  they  have  not  and  do  not 
attempt  to  bring  about  any  closer  arrangement  between  these 
two  classes  of  carriers.  It  is  a  fact  that,  during  the  rail  con- 
gestion of  1918-1919,  the  boat  lines  did  help  relieve  congestion 
to  a  great  extent,  but  far  more  could  have  been  accomplished 
if  through  or  joint  rates  had  been  established  as  far  as  possible. 
The  absence  of  more  joint  rates  made  it  so  expensive  and  the 
lack  of  agreement  to  handle  on  through  billing,  and  transfer 
arrangement  prevented  a  good  deal  of  tonnage  moving  by  water. 

It  is  quite  expensive  to  conduct  a  hearing  before  the  Inter- 
state Commerce  Commission  and,  further,  as  the  water  lines 
have  not  access  to  the  division  sheets  of  the  rail  lines,  they 
are  not  able  to  submit  to  the  Commission  comprehensive  plans 
for  through  arrangements  and  divisions.  Generally  speaking, 
the  water  lines  believe  they  should  receive  the  same  divisions 
as  are  allowed  connecting  rail  carriers,  all  conditions  at  ter- 
minals being  similar. 

What  is  needed  at  this  time  is.  delegation  of  authority  to 
the  Department  of  Commerce  to  act  as  referee,  with  a  view  to 
permitting  a  water  line  to  go  to  the  department  and  ask  for 
through  arrangements  and  joint  rates  and  then  permitting  the 
department  to  secure  any  and  all  information  necessary  from 
the  rail  carriers;  and  if,  in  its  judgment,  the  arrangements  asked 
for  by  the  water  line  should  be  granted  and  on  refusal  of  the 
rail  carrier  or  carriers  to  comply,  then  the  Department  of  Com- 
merce could  bring  action  before  the  Commission  for  an  order 
to  enforce  its  opinion.  This  would  confine  to  the  Commission 
merely  judicial  functions  as  far  as  water  and  rail  arrangements 
were  concerned  and  would  put  on  the  Department  of  Commerce 
the  duty  either  on  its  own  motion  or  on  that  of  a  complainant 
of  devoting  its  activities  to  gradually  establishing  the  same 
arrangements  throughout  the  entire  United  States  of  rail  and 
water  carriers  as  now  prevail  between  rail  carriers  solely. 

The  Department  of  Commerce  could  also  be  charged  with 
the  duty  of  seeing  to  it  that  our  waterways  were  improved  as 
commerce  required.  Then  they  would  direct  the  U.  S.  army 
'•ngmeer*  to  have  the  work  done.  Of  course,  this  would  be 
putting  a  great  deal  of  power  in  one  department's  hands,  par- 
ticularly the  spending  of  many  millions  of  dollars  each  year, 
but  the  chances  are  that  this  would  not  be  as  wasteful  as  the 
present  method  and  would  remove  from  politics  a  question 
which  ghould  only  be  considered  from  a  business  standpoint. 

As  to  taxing  the  users  of  waterways  for  the  cost  of  main- 
taining them,  I  think  this  should  be  done,  if  at  the  same  time 
tolls  were  collected  for  the  use  of  any  land  highways  developed 
or  maintained  by  the  federal  government.  You  state  that  if  the 


boat  lines  are  allowed  to  take  business  away  from  the  rail- 
roads and,  as  a  result,  the  rail  freight  rates  have  to  be  ad- 
vanced so  as  to  earn  a  proper  return  for  the  rail  carriers,  this 
will  be  an  unfair  tax  on  the  people.  I  merely  wish  to  point 
out  that  since  the  federal  government  began  improving  our 
harbors  and  waterways  there  has  been  expended  approximately 
one  billion  dollars,  whereas,  in  the  last  two  years  the  govern- 
ment has  spent  on  railroads  over  twice  that  sum. 

Personally,  I  do  not  believe  that  according  equal  treatment 
to  the  water  lines  will  handicap  the  railroads.  I  believe  that 
as  we  establish  more  water  lines,  the  cost  of  transportation 
will  be  reduced  and  make  it  possible  to  produce  more  com- 
merce so  that  both  systems  of  transportation  will  be  benefited. 

In  conclusion,  the  matter  of  common  carriers  on  our  high- 
ways would  not  seem  to  be  involved  in  the  above  discussion,  for 
the  reason  that  such  carriers  are  and  can  be  utilized  as  com- 
plementary parts  of  both  rail  and  water  systems  and  not  treated 
as  a  separate  class  of  carriers. 

R.  A.  Hiscano,  General  Manager, 
Catskill  Evening  Line. 

New  York,  N.  Y.,  Dec.  31,  1920. 


TRACING  L.  C.  L.  SHIPMENTS 

Editor  The  Traffic  World: 

I  have  read  with  interest  the  letters  published  in  The  Traffic 
World  of  December  25,  relating  to  the  tracing  of  less-carload 
shipments. 

I  heartily  agree  with  Mr.  Potter  and  Mr.  Allender  in  that 
it  is  a  waste  of  time  and  money  to  trace  L.  C.  L.  shipments,  as 
it  in  no  ways  hastens  delivery  and  only  increases  the  work  of 
industrial  traffic  departments  and  railroad  offices,  where  such 
unnecessary  detail  work  should  be  reduced  to  a  minimum;  how- 
ever, I  believe  that  all  junction  and  transfer  stations  should  keep 
a  transfer  record — that  is,  keep  a  record  giving  sufficient  and 
authentic  information,  so  that  important  shipments  could  be  lo- 
cated when  necessary  and  save  this  wild  goose  chasing  following 
up  probabilities. 

During  such  times  as  we  have  all  just  passed  through,  when 
we  have  been  short  of  material,  and  having  a  bill  of  lading  in 
our  files  for  same,  it  has  been  necessary  many  times  for  the 
majority  of  us  to  get  out  and  find  it  and  reship  by  express, 
trolley,  freight  or  auto,  in  order  to  get  it  though  and  not  being 
able  to  obtain  correct  transfer  information,  it  almost  always 
causes  unnecessary  delays,  which  could  have  been  eliminated 
had  the  railroads  kept  a  record  which  would  have  been  authen- 
tic. I  would  be  pleased,  therefore,  to  assist  Mr.  Field  of  the 
Elmira  Chamber  of  Commerce  in  bringing  this  about  and  would 
also  like  to  go  on  record  as  being  in  favor  of  the  railroads  re- 
fusing to  accept  a  tracer  for  a  shipment  of  goods  until  a  reason- 
able length  of  time  had  expired  for  delivery  and  then  enter  a 
claim  for  the  loss.  In  this  way  there  would  be  nothing  to 
prevent  one  from  going  after  a  shipment  personally  and  having 
some  assurance  that  he  was  going  to  meet  with  success,  and  in 
so  doing  save  money  for  the  firm  he  represents. 

M.  A.  Woodard,  Traffic  Manager, 
Crouse-Hinds  Co. 

Syracuse,  N.  Y.,  Dec.  30,  1920. 


Editor  The  Traffic  World: 

After  reading  the  various  interesting  articles  on  the  subject 
of  tracing  small  freight  shipments  I  am  inclined  to  agree  with 
the  views  of  Messrs.  Potter  and  Allender.  Mr.  Allender  has, 
however,  covered  the  subject  more  fully.  I  know,  from  practical 
experience,  that  a  tracer  does  not  by  any  means  aid  in  expe-  j 
diting  a  less-than-carload  shipment,  and  the  railroads  generally 
have  adopted  a  ruling  not  to  put  tracers  on  shipments  unless 
a  reasonable  time  has  elapsed  for  them  to  reach  destination. 
Some  years  ago,  I  believe,  most  of  the  large  transfer  stations 
had  in  operation  a  system  of  "tallying"  which  was  simply  a 
skeleton  copy  of  the  waybills  giving  a  record  of  the  cars  in 
which  shipments  were  received  and  forwarded,  carding  point  to  i 
break  bulk,  and  any  exceptions  noted  as  to  condition  of  freight, 
etc. 

This  record  was  very  useful  for  tracing  purposes,  and  also  | 
for  establising  responsibility  in  case  of  loss  or  damage;  but 
after  the  adoption  of  the  "Vericheck"  system,  the  practice  of 
tallying  was  dispensed  with.  The  "Vericheck"  system  was  es- 1 
tablished  as  a  means  of  preventing  errors  in  loading,  and  has,  | 
no  doubt,  fulfilled  its  purpose  to  a  great  extent,  but,  like  any] 
other  system,  unless  carried  out  to  the  letter,  errors  in  loading  I 
will  and  do  continue  to  exist,  resulting  in  what  is  known  as  | 
"astray  freight."  The  adoption  of  this  system  involved  addi-l 
tional  work  and  expense  to  the  railroads,  so  I  assume  they  con- ; 
sidered  it  unnecessary  work  to  continue  the  routine  of  "tally- j 
ing,"  and  this  is  the  reason  that  records  of  transfer  of  any  par-1 
ticular  shipment  cannot  now  be  obtained. 

The  "Vericheck"   (admittedly  the  best  system  yet  devised)  I 
does  not,  however,  provide  for  such   record,  as   those  familiar 
with  the  system  will  know.     I  don't  think  there  is  any  remedy 
which  will  entirely  eliminate  the  annoyance  of  "astray  freight," 
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:is  this  condition  lias  existed  wince  the  earliest  days  of  railroad 
transportation,  and  will  continue  to  exist,  unless  there  Is  a 
derided  change  m  human  niiture,  as  astray  freight  Is  In  prac- 
tically all  cases  th«  result  of  errors  on  the  part  of  either  shipper 
or  carrier,  or  both,  such  as  Improper  marking,  errors  In  loading, 
As  a  general  rule,  however,  a  shipment  properly  marked 
in  accordance  with  instructions  contained  in  bill  of  lading,  will, 
c\rii  if  delayed,  eventually  reach  its  proper  destination  and,  un- 
der normal  conditions,  within  a  reasonable  time. 

A  delayed  shipment,  is  not  necessarily  astray,  the  distinction 
being  that  an  "astray"  shipment  is  one  that  has  become  sep- 
arated from  the  revenue  billing  owing  to  causes  mentioned,  and 
a  delayed  shipment,  is  the  result  of  abnormal  conditions  and 
not  the  fault  of  anyone  In  particular.  As  Mr.  Allender  says,  the 
surest  means  of  obtaining  early  and  definite  information  regard- 
ing an  exceptionally  delayed  shipment  is  to  file  a  tracer  claim 
wiili  the  Initial  carrier. 

Niagara  Falls,  N.  Y.,  Jan.  2,  1921.  B.  Scrivener. 


THE  INDUSTRIAL  TRAFFIC  MAN 

Editor  The  Traffic  World: 

The  discussion  in  your  Open  Forum  as  to  the  industrial 
traffic  man  has  been  very  interesting  to  me — -in  fact,  so  interest- 
ing that  I  can  no  longer  resist  the  temptation  to  enter  the 
discussion. 

T.  M.  Smith,  of  the  National  Motor  Car  and  Vehicle  Corpo- 
ration, in  his  article,  printed  December  25,  seems  to  have  struck 
the  right  note.  The  type  of  railroad  man  that  has  been  criti- 
cized is  not  the  man  who  has  started  from  the  bottom  and 
worked  up,  but,  rather,  the  ordinary  clerk  who  has  been  on  one 
or  two  jobs  for  six  or  seven  years,  and  is,  therefore,  given 
preference  by  industrial  men  because  he  has  had  railroad  ex- 
perience. 

It  is  absurd  (although  it  is  done  every  day)  to  take  a  clerk 
from  some  railroad  office  and  try  to  make  an  industrial  traffic 
manager  out  of  him.  Rather  chose  a  railroad  man  that  has  seen 
service  in  all  or  nearly  all  departments  and  one  who  has  put 
some  time  into  studying  traffic.  The  result  is  a  manager  hard 
to  beat. 

But  what  about  the  fellow  who  has  started  his  training  in 
an  industrial  concern,  under  a  traffic  manager  of  some  repute, 
and  who  has  also  spent  some  time  in  study?  When  he  looks 
for  bigger  things  outside  of  his  present  concern  what  does  he 
run  up  against?  The  first  question  is:  "Have  you  had  any 
railroad  experience?"  That  fellow  can  produce  recommenda- 
tions of  the  highest  sort,  and  he  can  argue  for  a  month  (or 
longer),  but  he  is  simply  out  of  luck. 

Let  us  use  a  little  comparison — that  of  the  private  chauffeur. 
When  he  is  questioned  it  is:  "Have  you  had  garage  experi- 
ence?" not  "manufacturing  experience."  It  is  just  as  absurd 
to  take  a  painter  in  an  automobile  factory  (unless  he  has  had 
experience  in  all  other  departments),  in  preference  to  a  garage 
man  who  absolutely  knows  autos,  as  it  is  to  take  a  claim  clerk 
and  put  him  in  an  industrial  concern  as  assistant  to  traffic 
manager. 

This  matter  is  one  that  will  probably  go  on  for  a  long  time, 
until  manufacturers  learn  the  right  from  the  wrong.  In  the 
meantime,  there  is  nothing  to  do  but  wait  and  work.  The  say- 
ing that  you  can't  keep  a  good  man  down  frequently  comes  true. 
Let  us  pray,  however,  that  the  industrial  trained  man  will  some 
day  get  an  even  break. 

I  speak  from  the  industrial  trained  man's  side,  and  am  one 
who  has  run  up  against  the  railroad  experience  requirements. 
Personally,  I  intend  to  keep  trying  until  I  land  what  I  am  after. 
That  is  a  chance  with  a  larger  concern. 

Lewis  Manufacturing  Company, 
R.   Simmons,  Traffic  Manager. 

\Valpole,  Mass.,  Dec.  29,  1920. 


Kditor  The  Traffic  World: 

I  have  noted  from  time  to  time  the  items  published  in  the 
Open  Forum  with  reference  to  the  industrial  traffic  man,  and 
desire  to  make  a  few  remarks  along  that  line. 

With  reference  to  Mr.  Colson's  letter,  which  seems  to  have 
stirred  up  considerable  comment,  favorable  and  unfavorable, 
and  jn  particular  with  reference  to  the  last  paragraph,  it  seems 
to  me  this  simmers  down  to  one  thing,  "a  man's  love  of  his 
work,"  and  what  combination  of  circumstances  could  other  than 
only  temporarily  retard  any  such  individual's  onward  march? 

In  the  writer's  estimation,  it  should  be  a  secondary  con- 
sideration, this  question  of  asking  an  applicant  the  extent  of 
his  railroad  experience,  although  it  is  of  importance.  And  the 
railroad  man  with  general  freight  department  experience,  hav- 
ing come  in  contact  with  all  details  of  the  work  in  that  depart- 
ment, comes  "well  heeled." 

The  sad  part  of  it  all  is  that  these  contributions  could 
not  also  appear  in  such  "executive"  periodicals  as  "Trade  and 
Finance,"  etc.,  and  I  do  believe  a  considerable  more  equitable 
situation  would  result  from  the  articles  having  been  read  by 
the  men  who  employ  the  traffic  man. 

With    regard    to    Mr.    Huntington's   letter:     If   it    had    been 


somewhat  less  emplmi ic  it  would  have  covered  the  ground  JUKI 
as  well,  although  I  am  heartily  In  accord  with  that  paragraph 
where  he  speaks  of  taking  hilt  hat  off  to  railroad  men,  an  I 
have  often  repeated,  very  niucli  credit  IB  due  to  the  railroad 
"commercial  man"  an  we  know  him,  for  any  success  the  IndiiM- 
trial  traffic  manager  may  have  attained. 

An  Illustrative  case  has  come  to  the  writer's  attention  bear- 
ing out  the  statement  as  contained  In  the  last  paragraph  of 
Mr.  Smith's  letter  of  December  14,  and  a  man  can  be  trained  In 
the  practical  way  under  an  expert  traffic  man.  AH  to  thin  dis- 
cussion developing  into  a  "huge  joke"  and  the  answer  to  the 
problem  being  found  in  the  fact  of  the  discovering  of  petty 
jealousy  on  the  part  of  the  technically  trained  traffic  man,  as 
disclosed  by  Mr.  Scrivener's  letter  of  December  14,  it  surely  is 
in  error.  This  has  been  edifying  and  has  elicited  universal  com- 
ments, as  will  be  noted  from  the  contributions  which  you  have 
published. 

The  point  at  Issue  is  well  Illustrated  in  Mr.  Colson's  letter 
of  the  fifteenth,  where  he  refers  to  the  studious  technically 
trained  man  of  today  forging  ahead  of  the  "experience  only" 
person;  and  he  is  correct  when  he  states  that  there  are  more 
traffic  men  ready  to  enter  the  traffic  field  today  than  there  ever 
were  before;  and,  as  another  writer  stated,  or,  rather,  put  it 
in  the  form  of  a  question,  which  I  will  attempt  to  answer,  the 
traffic  field  seems  to  be  overcrowded,  not  necessarily  with  effi- 
cient men,  but  overcrowded,  nevertheless,  and  the  reason  is 
very  apparent  to  the  ones  who  have  been  observant  of  the  pro- 
fession for  the  last  five  years. 

Win.  H.  Mansell,  Traffic  Manager, 
The  National  Refining  Company. 

Cleveland,  O.,  Jan.  3,   1921. 


Editor  The  Traffic  World: 

Much  attention  has  been  paid  to  the  various  articles  and 
contributions  from  the  traffic  men  throughout  the  country,  with 
reference  to  the  industrial  traffic  man,  and  there  seems  to  be 
quite  a  disagreement  as  to  the  efficiency  of  the  ex-railroad  man 
and  the  extension  university  trained  man.  It  has  just  occurred 
to  me  that,  while  in  one  sense,  the  ex-railroad  man's  ideas  are 
superior  to  the  extension  university  trained  man's,  still  there 
are  points  touched  in  the  routine  of  work  supplied  by  these 
schools  that  the  average  railroad  man  has  not  the  opportunity 
to  cast  a  vision  on;  from  the  fact  that  he  is  generally  stationed 
at  a  particular  place  and  at  a  particular  time,  and  is  continu- 
ally grinding  away  on  the  same  old  thing,  he  never  has  the 
opportunity  to  exercise  his  brain  in  mastering  the  points  incul- 
cated in  these  study  pamphlets  issued  by  the  extension  universi- 
ties, and  thus  never  has  the  chance  to  increase  his  traffic  effi- 
ciency. 

I  have  noted  with  much  interest  the  letter  of  J.  R.  Burch 
of  the  Latham-Bradshaw  Cotton  Company  and  quite  agree  with 
his  views,  as  he  is  whole-hearted  enough  to  give  both  the  ex- 
railroad  man  and  the  extension  univeristy  man  credit  for  their 
efficiency,  which  is  precisely  what  they  deserve;  but,  being  an 
ex-railroad  man  myself,  serving  in  various  positions  from  local 
freight  agencies  to  traffic  manager  and  auditor,  I  know  from 
my  past  experience  that  I  am  better  fitted  for  industrial  traffic 
work  by  having  this  railroad  experience  than  had  I  been  tech- 
nically trained  by  extension  traffic  courses.  However,  I  do  not 
condemn  these  extension  traffic  courses,  as  they  are  beneficial 
in  their  places,  but  a  man  is  much  more  able  to  give  his  em- 
ployer better  traffic  service,  being  an  ex-railroad  man.  than  just 
technically  trained. 

Clyde  N.  Thompson,  Traffic  Manager,  W.  T.  McGlone. 

McGlone,  W.  Va.,  Jan.  1.  1921. 


Editor  The  Traffic  World: 

With  much  interest  have  I  read  the  various  comments  in 
your  valuable  paper  on  the  above  subject. 

Mr.  Huntington  of  Holliday  Steel  Co.,  Indianapolis,  Ind. 
(article  published  in  Dec.  25  issue),  expresses  my  opinion  nioiv 
clearly  than  any  other  and  I  would  like  to  add  the  statement 
of  one  who  has  gone  through  the  mill,  as  it  were,  and  was 
successful  in  burning  one  or  two  gallons  of  midnight  oil. 

Of  necessity,  the  industrial  traffic  man  to  be  successful  must 
have  the  experience  which  is  gained  only  in  the  front  line 
trenches  (the  railroad  office). 

I  do  not  altogether  blame  the  man  for  being  so  self  confi- 
dent after  having  secured  a  diploma  from  some  traffic  school. 
Just  read  the  advertisement  of  any  of  these  schools,  "You  can 
very  soon  qualify  for  a  splendid  traffic  position,"  "earn  big  money 
for  yourself."  This  in  itself  is  misleading  and  causes  the  man 
with  a  diploma  to  feel  like  most  men  from  college — that  their 
heads  are  fairly  bursting  with  knowledge. 

As  an  illustration,  show  me  the  man  with  graduation  papers 
from  some  automobile  school  (who  has  no  practical  knowledge 
of  the  workings  of  a  car)  who  can  take  up  the  bearings,  place 
new  piston  rings,  etc.  I  think  I  am  safe  in  saying  he  can't  do 
the  job.  For  the  same  reason  the  commercial  traffic  man  must 
have  the  practical  experience  to  be  successful.  The  Civil  Service 
Department  of  the  government  recognizes  this  fact.  In  its  call 
for  traffic  men  it  allows  75  per  cent  for  experience  and  25  per 
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cent  for  education,  and  this  does  r.ot  include  the  necessity  of 
one  graduating  from  some  traffic  school. 

Having  seen  some  sixteen  years  in  railroad  work  I  feel  quail 
fled  to  judge  as  to  whether  the  railroad  man  watches  the  clock. 
In  one  particular  office  the  clock  was  so  old  and  obsolete  that 
ii  was  under  repair  four  or  five  out  of  every  twelve  months.  I 
have  seen,  together  with  others  in  the  same  office,  as  many  as 
four  or  flve  nights  at  work  a  week  for  a  period  of  three  months, 
with  no  re-numeration  whatever,  and  you  were  promptly  noti- 
fied in  the  event  you  were  flve  minutes  late  for  work  the  fol- 
lowing morning,  not  withstanding  the  fact  that  your  interest 
was  in  your  work.  These  are  some  of  the  hard  knocks  I  believe 
Mr.  Huntington  has  reference  to  in  his  article. 

Through  your  columns  (Questions  and  Answers)  there  are 
frequently  asked  questions,  which,  to  the  experienced  traffic  men 
are  well  understood  and  no  doubt  these  questions  are  asked  by 
some  theoretically  trained  man  who  has  slipped  into  the  ranks 
and  is  making  a  desperate  effort  to  hold  his  job  by  calling  on 
some  outsider  for  information  that  will  assist  him  in  disposing 
of  the  existing  difficulty.  By  this  I  do  not  wish  to  convey  the 
idea  that  this  column  of  your  paper  is  not  a  good  thing.  On 
the  contrary,  it  is  a  valuable  asset  and  a  wonderful  help  to  the 
Individual  who  lacks  the  practical  knowledge,  but  is  trying  to 
make  good. 

There  is  so  much  to  learn  in  this  new  field,  that  the  indi- 
vidual who  thinks  he  can  very  soon  qualify  to  demand  a  $5,000 
or  $10,000  job  would  profit  much  to  work  a  while  in  some  rail- 
road office  and  secure  the  polishing  and  be  shapen  after  the 
similitude  of  the  humble  railroad  man. 

Richardson  Dry  Goods  Company, 
G.  S.  Holm,  Mgr.  Trans.  Dept. 

St.  Joseph,  Mo.,  Dec.  30,  1920. 

Editor  The  Traffic  World: 

I  have  read  with  considerable  interest  contrivances  con- 
ducted to  clear  your  correspondents  who  do  and  do  not  possess 
railroad  experience,  and  as  to  the  necessity  for  the  proper  con- 
duction of  an  industrial  traffic  department  I  feel  that  the  dis- 
ruption could  go  on  indefinitely,  each  faction  standing  by  its 
own  experience. 

Mr.  W.  H.  Colson's  statement  that  when  he  sees  the  name 
of  some  prominent  traffic  lawyer  representing  a  complainant  it 
Induces  him  to  think  that  the  traffic  manager  is  an  old  railroad 
man  compelled  to  call  in  an  outside  traffic  man  to  present  and 
handle  his  complaints,  is,  perhaps  far-stretched. 

Many  corporations  whose  treasurers  and  secretaries  have 
legal  experience  also  retain  outside  legal  officers,  and,  while  an 
industrial  traffic  manager  may  have  a  legal  training,  it  is  his 
desire  to  have  a  formal  matter  handled  by  some  one  making  a 
daily  practice  of  appearing  before  the  commission. 

The  railroad  man  such  as  quoted  by  Mr.  Colson,  who  has 
been  on  the  same  job  many  years,  would  doubtless  be  on  the 
same  job  if  employed  in  an  industrial,  primarily  because  he 
lacks  the  ability  to  keep  out  of  the  rut. 

A  traffic  course  as  given  by  the  various  extension  schools  is 
best  learned  when  coupled  with  actual  experience  and  the  best 
man  is  the  practical  railroad  man  who  has  studied  the  theo- 
retical side  of  traffic  and  has  been  able  to  apply  it. 

It  simply  comes  to  the  point  that  the  man  with  railroad 
experience  is  able  intelligently  to  understand  all  the  terms  which 
emanate  from  the  railroad  and  which,  like  much  book-learning, 
are  Greek  to  the  man  who  obtains  a  so-called  traffic  experience 
entirely  from  books. 

The  Luetkemeyer  Co., 
L.  J.  Bodie,  Traffic  Manager. 

Cleveland,  O.,  Dec.  28,  1920. 


blasting   powder   and   other   high    explosives    used    for    industrial    pur- 
poses, and  fuses  or  caps  for  firing  same. 

"The  corresponding  portion  of  the  original  order  reads  as 
follows  : 


SHIPMENT  OF  ARMS  TO  MEXICO 

The  Traffic   World   Washington  Bureau 

The  issuance  by  the  car  service  division  of  the  American 
Railway  Association,  December  29,  of  Supplement  No.  1  to  Cir- 
cular CCS-40,  relating  to  modification  of  previous  orders  govern- 
ing exportation  of  arms  or  munitions  of  war  to  Mexico,  was 
accompanied- by  the  following  statement  by  the  division: 

"The  car  service  division  of  the  American  Railway  Asso- 
ciation in  a  circular  sent  today  to  the  railroads  of  the  country 
announced  that,  beginning  January  1,  1921,  the  railroads  would 
be  permitted  to  accept  for  shipment  into  Mexico  small  arms 
and  small  arms  ammunition. 

'The  circular  is  a  modification  of  previous  orders,  in  so  far 

as  they  apply  to  small  arras,  issued  by  the  car  service  division 

compliance  with  the  President's  proclamation  of  July  12   1919 

which  placed  an  embargo  on  shipments  to  Mexico  of  all'  arms' 

ammunition  except  such  as  are  authorized  by  the  United 

ales   government.    The   change   was   made  at  the   request  of 

the  State  Department. 

"The  modified  portion  of  the  order  reads  as  follows: 

Among  tho   ;.rms   and   munitions  of  war  referred   to    (in   the  <>m- 
rwr,.-.,)  are.  Included  the  followlns:    Artillery  of  all  ralibers  and  amn     - 
ThU"".T  Pr'  n""Hhln(-  B""8,-  automatic  rifles.  grenades  and  bombs 

embargo   does   not   Include    mnall    arms,    such    as    shot   euns 
•-VOIVP™    and     pintol*;     smpll     arms     ammunition      dynamite,' 


, 

This  embargo  does  not  include  shotguns,  shotgun  ammunition  and 
low  power  rifles  of  small  caliber,  such  as  are  used  in  shooting  galleries 
and  ammunition  for  them;  dynamite,  blasting  powder  and  other  high 
explosives  and  fuses  or  caps  for  firing  same. 

"Foreign   governments   at   present  have   no   regulations   re- 
stricting shipments  of  arms  into  Mexico." 
The  supplement  follows: 

Circular  CCS-40,  dated  June  19,  1920,  is  hereby  amended  to  rt-a.l 
as  follows: 

In  order  to  comply  with  the   President's  proclamation  of  July  1 
1919    prohibiting  the  exportation  of  arms  or  munitions  of  war  from  the 
United   States   to   Mexico,    and   to   prevent    the    Indiscriminate    sale    of 
arms  and  other  munitions  along  the  border: 

1.  AH   railroads   will    immediately   embargo   all    shipments   of   amis 
and  ammunition  to  Mexican  border  points,  except  the  following: 

(a)  Those  covered  by  government  bills  of  lading; 

(h)  Those  authorized    by  proper  military   authorities; 

(c)  Those   that   are   authorized   to    be   exported    into   Mexic-o    by    a 
license  issued  under  the  authority  of  the  secretary  of  state,  as 
provided  for  In  paragraph  flve  (5)  hereof: 

(d)  The    small    arms,    small    arms    ammunition    and    other    items 
described  in  paragraph  3  (bj  hereof. 

2.  As  used  in  this  order,  border  points  will  be  understood  to  be  a.s 
follows,    all   points    inclusive:     The    cities    of    Galveston    and    Houston; 
A.  T.  &  S.  F.  —  Rincon  and  points  south  and  west;   El  Paso  &   South- 
western —  Alamo  Gordo  and  points  south  and  west:   Texas  &  Pacific  — 
Pecos  and  points    west:    Southern    Pacific  —  Yuma    to   El    Paso   and   all 
points  south.     In  addition  all  points  on  and  south  and  west  of  a   line 
following  the  Southern  Pacific  from  El  Paso  to  San  Antonio  and  Un- 
ban Antonio  &  Aransas  Pass  from  San  Antonio  to  Corpus  Christ!. 

3.  (a)  Among    the    arms    and    munitions    of    war    referred    to    aiv 
included    the    following:      Artillery    9f    all    calibers    and    ammunition 
therefor,  machine  guns,  automatic  rifles,   grenades  and   bombs. 

(b)  This  embaigo  does  not  include  small  arms,  such  as  shotguns, 
rifles,  revolvers  and  pistols;  small  arms  ammunition,  dynamite,   blast- 
ing  powder  and   other    high    explosives    used    for   industrial    purposes, 
and  fuses  or  caps  for  firing  same. 

4.  Local    persons,     firms    or    corporations    desiring    shipments     of 
embargoed  articles  made  to  them  at  border  points,  as  defined  in  para 
graph   (2)   will  apply  to  the  commander  of  the   military  forces  at  th- 
nearest  one  of  the  following  points:    San  Antonio,  Brownsville,  Laredo, 
Eagle  Pass,  Del  Rio,  Marfa,  El  Paso,  Columbus,  Douglas,  Nogales  and 
Yuma. 

Such  commander  is  authorized  to  approve  these  requests  when. 
in  his  judgment,  such  arms  and  other  munitions  are  not  to  be  used 
for  purposes  inconsistent  with  the  purpose  of  these  restrictions.  When 
his  approval  is  obtained,  it  should  be  forwarded  to  the  shipper  for  fill- 
with  the  bill  of  lading,  as  authority  for  the  railroad  to  transport  thf 
property  in  question. 

5.  Persons,   firms  or  corporations   having   authority   from   thr    war 
department  to  ship  to   border  points  arms  or   munitions   described   in 
paragraph  3   (a)  will  furnish  the  shipper  a  copy  of  such  authority  for 
file  with  the  bill  of  lading  covering  the  same.     Persons,  firms  or  corpo- 
rations having  authority  from  the  secretary  of  state  to  export  arms  or 
munitions  into  Mexico  will  furnish  the  shipper  a  copy  of  such  author- 
ity for  file  with  the  bill  of  lading  covering  the  same. 

6.  Agents    in    billing   shipments    of   arms    and    munitions    as    above 
described  to  border  points  or  into  Mexico,  which   have   been   properly 
authorized,  will,  for  information  of  intermediate  roads,  r/lare  notation 
on  waybill  accompanying  shipments  to  the  effect  that  authority   from 
the  war  or  state   departments,    respectively,    authorizing  shipment,    is 
on  file  at  the  office  at  point  of  origin. 

In  order  to  conform  with  the  foregoing  restrictions,  effective  Jan- 
uary 1,  1921,  an  amended  embargo  should  be  issued  by  each  road  to 
its  own  employes  and  to  its  assigned  short  line  railroads. 

LUMBER  PENALTY  CHARGE 

The  Traffic   World   Washington  Bureau 

The  refusal  of  the  Commission  to  suspend  the  Fairbanks 
tariff  extending  the  operative  period  of  the  $10  a  day  penalty 
on  so-called  transit  lumber  cars,  announced  December  30,  leave* 
the  question  of  the  reasonableness  of  that  charge  to  be  passed 
on  in  the  formal  complaint  brought  by  the  American  Wholesale 
Lumber  Association  just  as  if  the  emergency  which  called  forth 
the  imposition  were  still  in  existence.  Had  the  tariff  been  sus- 
pended, the  fact  that  the  penalty  was  not  in  effect  at  the  time 
of  hearing  and  decision  might  have  some  effect  on  the  record. 
Continuance  of  the  penalty  raises  the  question  whether  such 
a  rate  is  to  be  justified  only  on  the  ground  of  extraordinary 
conditions,  or  whether  it  can  be  upheld  on  the  ground  that  it 
is  wrong,  at  any  time,  to  use  cars  for  holding  merchandise 
pending  the  discovery  of  a  customer. 

In  defense  of  this  use  of  railroad  cars,  shippers  have  pointed 
to  the  fact  that,  in  times  of  traffic  scarcity,  railroad  officials 
invited  lumbermen,  millers,  miners  of  coal,  ore  and  producers 
of  every  other  kind  of  heavy  tonnage,  to  load  stuff  in  cars  and 
get  it  rolling  so  there  would  be  only  the  minimum  of  delay  in 
supplying  the  man  who  found  that  he  might  use  a  car  of  lumber 
profitably.  In  that  way  the  railroad  traffic  men,  it  has  been 
charged,  established  the  method  of  doing  business  that  is  now 
being  subjected  to  a  heavy  penalty  if  the  user  of  the  transit 
car  holds  it  for  more  than  48  hours  in  his  effort  to  find  a 
customer. 


Published  at  noon  every  business  day  in  the  year, 
THE  DAILY  TRAFFIC  WORLD  is  meeting  the  traffic 
needs  of  "big  business." 
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CAR  SURPLUS  FIGURES 

Tilt  Traffic   World   Washington   liureou 

Car  surplusages  for  the  week  ending  December  23,  averaged 
1 27.723  cars,  while  deferred  car  requisitions,  representing  the 
car  shortage,  dropped  to  9,056  cars,  according  to  compilations 
made  December  31  by  the  car  service  division  of  the  American 
Railway  Association.  The  corresponding  figures  for  the  preced- 
ing \veek  were  103,849  and  12,377,  respectively. 

The  surplusages,  by  classes  of  equipment,  were  as  follows: 
Box,  92,346;  ventilated  box,  887;  auto  and  furniture  cars,  5,315; 
flat,  4,620;  gondolas,  3,672;  hopper,  894;  all  coal  (gondolas  and 
hopper),  4,566;  coke,  145;  S.  D.  stock,  11,893;  D.  D.  stock,  1,529; 
refrigerator,  5,526;  miscellaneous,  896. 

The  shortage,  by  classes  of  equipment,  was  as  follows: 
liox,  1,062;  auto  and  furniture,  6;  flat,  615;  gondolas,  3,463;  hop- 
per, 3,502;  all  coal  (gondolas  and  hopper),  6,965;  coke,  9;  S.  D. 
stock,  169;  D.  D.  stock,  87;  refrigerators,  84;  tank,  50;  miscel- 
laneous, 9. 

"The  American  railways  since  March  1  have  run  the  gamut 
of  large  to  small  figures  of  car  shortage  and  car  accumulations 
and  by  late  November  began  for  the  flrst  time  since  regaining 
private  control -to  show  a  car  surplus  of  some  proportions,"  ac- 
cording to  a  statement  made  by  Julius  H.  Parmelee,  director 
of  the  Bureau  of  Railway  Economics. 

"Detailed  figures  from  March  to  November,  for  shortages, 
.surpluses,  and  accumulations,  are  as  follows,  each  figure  repre- 
senting the  average  for  the  month: 

Car 
No.  of  Sur-  Car  Accumu- 

MOBUl  plus  Cars         Shortage  lations 

March    6,857  85.865  94,100 

April     8,627  80,339  2(i.s,i;ii!l 

M'<y     3.834  88,427  178.405 

June    1,276  111,254  117,551 

July     1,458  117,119  103.612 

August     1,403  131.247  77,390 

September    3.169  92.748  52,418 

October    2,650  66,557  42.071 

November   (based  on  3   weeks) 21,422  35.256  29,559 

"As  to  car  surplus,  these  figures  show  that  during  the  sum- 
mer months  of  June,  July  and  August,  the  number  of  surplus 
cars  was  at  a  minimum,  but  gradually  increased  until  high  level 
for  the  year  in  November.  The  lowest  week  of  the  period  since 
March  1  was  the  fourth  week  in  June,  with  697  cars,  while  the 
high  week  was  the  third  week  in  November,  with  32,368  cars. 
This  indicates  that  up  to  November  virtually  all  railway  freight 
cars  were  at  work,  but  that  the  declining  traffic  in  November 
released  some  cars,  which  will  be  forced  to  be  idle  until  the 
demand  of  traffic  calls  for  them. 

"With  reference  to  car  shortage,  there  was  an  almost  steady 
increase  from  March  to  August,  after  which  the  number  de- 
clined to  its  lowest  level  in  November.  This  means  that  even 
with  the  heavy  traffic  handled  by  the  railways  in  July  and  Au- 
gust, they  were  not  fully  able  to  keep  up  with  shippers'  demands 
for  cars,  and  that  the  situation  was  gradually  gotten  under 
control  after  September  1.  The  high  week  of  the  period  since 
March  1  was  the  fourth  week  in  August,  with  147,307  cars,  while 
the  low  week  was  the  third  week  in  November,  with  30,724  cars. 

"In  regard  to  car  accumulations,  generally  known  as  car 
congestion,  there  was  steady  improvement  from  April  to  No- 
vember. The  second  week  in  April  showed  accumulations  of 
288,152  cars,  which  was  reduced  week  by  week  until  the  No- 
vember average  of  less  than  30,000  cars  was  reached.  Normal 
conditions  usually  involve  some  car  congestion,  especially  at 
seaport  terminals,  so  that  any  average  up  to  40,000  cars  is  not 
considered  abnormal.  In  fact,  the  November  average  is  better 
than  a  normal  showing,  and  reflects  the  growing  ability  of  the 
railroads  to  clear  up  congestion  and  place  car  service  conditions 
again  on  a  normal  footing." 


ARBITRATING  LABOR   DISPUTES 

A  series  of  conferences  last  week  between  representatives 
of  the  management  and  representatives  of  the  engine  and  train 
service  employes  of  the  Pennsylvania  System  have  resulted  in 
the  adoption  of  a  working  agreement  which,  in  the  belief  of 
the  management,  will  minimize  the  strike  danger  on  that  road. 
The  plan  went  into  effect  on  January  1. 

In  effect,  the  system  consists  of  a  number  of  "courts"  of 
which  the  joint  reviewing  committee  Is  the  highest.  This  com- 
mittee consists  of  two  representatives  from  the  management  of 
each  of  the  four  regions  of  the  system  and  the  general  chairman 
of  each  of  the  groups  of  men  involved.  These  include  engine- 
men,  conductors,  hostlers,  trainmen  and  switchtenders.  The 
votes  of  all  members  are  of  equal  power  and  decisions  of  this 
committee  constitute  precedents  for  future  actions  in  similar 
cases. 

The  minor  courts  consist  of  the  division  superintendents, 
who  hold  meetings  with  the  local  chairmen  of  the  engine  and 
train  service  men  once  each  month.  Appeals  on  decisions  made 
by  this  body  may  be  taken  to  the  next  higher  committee,  which 
is  composed  of  the  general  superintendent  and  the  general 
chairmen,  and  thence  to  the  regional  committee,  consisting  of 


the  general  manager  of  each  region  and  the  region  chairman 
When  a  decision  regarding  any  particular  controversy  IB  reached 
at  one  of  the  minor  committee  meeting*  It  la  immediately  put 
Into  effect.  A  report  in  then  gent  to  the  joint  reviewing  com- 
mittee, which  passes  on  the  merits  of  tbe  case  for  future  prece- 
dent. 

When  a  discipline  case  comes  before  the  joint  reviewing 
committee,  the  two  representatives  of  the  management  of  the 
region  in  which  the  case  has  arisen  and  the  representatives  of 
the  employe  Involved  do  not  sit  as  members  of  the  committee, 
but  act  as  council  for  the  presentation  of  their  respective  claims. 
The  remaining  members  hear  the  case  and  render  the  decision 


RAILROAD  WAGE  READJUSTMENT 

Tilt  Traffic   World  Washington  Bureau 

Members  of  the  United  States  Railroad  Labor  Board  do  not 
anticipate  a  reduction  in  the  duties  of  the  board  nor  that  the 
work  will  become  easier  as  time  goes  on,  according  to  testi- 
mony given  before  the  House  committee  on  appropriations  by 
Horace  Baker,  chairman  of  the  board,  when  he  and  other  mem- 
bers testified  in  support  of  the  board's  request  for  an  appropria- 
tion of  $455,000. 

Chairman  Good  of  the  committee  expressed  the  belief  that 
with  living  costs  going  down  there  woulpd  not  be  the  demand  on 
the  part  of  railroad  labor  for  increases  in  wages  that  there  wag 
last  year. 

"Of  course,"  said  Henry  T.  Hunt,  member  of  the  board, 
"when  prices  go  the  other  way  (meaning  down)  the  carriers  will 
bring  cases  before  us  in  an  effort  to  have  a  readjustment  of 
wages  in  their  interest." 

Members  of  the  board  said  it  had  a  great  deal  of  work  under 
the  transportation  act  which  it  had  not  been  able  to  do  and 
that  what  had  been  done  was  more  or  less  In  the  nature  of  emerg- 
ency action. 


N.  &  W.  LABOR  BOARD  HEARING 

Testimony  was  taken  by  the  U.  S.  Railroad  Labor  Board,  In 
Chicago  this  week,  covering  the  proposed  new  contract  between 
the  Norfolk  &  Western  and  the  various  labor  organizations. 
The  rules  under  dispute  are  attacked  In  a  number  of  cases. 
Among  the  demands  of  the  workers  are  several  of  general  in 
terest. 

It  is  proposed  to  put  the  handling  of  baggage  into  the  hands 
of  baggagemen  in  the  employ  of  the  railroad  instead  of  having 
it  handled  under  contract  by  the  express  company,  as  at  present. 
The  proposal  is  made  that  only  promotable  men  be  used  to  fill 
vacancies  among  yardmen,  which  would,  in  effect,  bar  colored 
help  from  this  class  of  work.  The  brotherhood  also  asks  the 
insertion  of  a  rule  making  it  compulsory  for  the  N.  &  W.  to 
give  preference  to  B.  R.  T.  men  in  filling  yard  positions  and 
always  to  maintain  a  minimum  of  85  per  cent  of  such  employes 
as  members  of  that  organization.  The  railroad  opposes  both 
these  proposals. 

In  some  of  the  other  matters  an  agreement  was  more  nearly 
reached,  notably  in  the  proposal  to  fill  switchtenders'  positions 
with  partially  disabled  yardmen,  and  to  provide  a  minimum 
of  two  hours'  compensation  for  yardmen  recalled  to  the  office 
after  the  completion  of  the  day's  work. 

Mr..  Fitzpatrick,  of  the  Brotherhood  of  Railway  Trainmen, 
who  appeared  at  this  hearing  on  behalf  of  his  organization, 
denied  a  press  report  which  stated  that  It  was  the  intention 
of  the  employes  to  dispute  the  jurisdiction  of  the  Labor  Board 
in  these  matters.  "I  know  nothing  of  this  report,"  said  he;  "in 
the  plainest  language  It  is  an  untruth.  The  mere  fact  that  we 
are  present  at  the  request  of  the  board  should  prove  that  we 
are  entirely  willing  to  accept  their  jurisaictlon  as  defined  by 
the  railroad  act." 


SIDETRACK  AGREEMENTS 

The  Traffic   World   Washington  Bureau 

As  the  state  commissions  see  the  matter,  the  Interstate 
Commerce  Commission  has  only  a  limited  jurisdiction  over  so- 
called  private  sidetracks  and  should  not,  therefore,  make  any 
order  prescribing  terms  which  the  carriers  may  Impose  before 
supplying  service  over  industry  tracks,  which  may  be  claimed 
by  carriers  to  be  in  conflict  with  orders  which  state  commis- 
sions may  hereafter  desire  to  make  requiring  Intrastate  service 
over  such  tracks.  The  views  of  the  state  commissioners  are  set 
forth  In  a  brief  filed  by  John  E.  Benton,  as  counsel  for  the  Na- 
tional Association  of  Railway  and  Utilities  Commissioners,  in 
docket  No.  11545,  National  Industrial  Traffic  League  vs.  Aber- 
deen &  Rockfish.et  al. 

According  to  Mr.  Benton,  the  federal  body's  jurisdiction  is 
limited  to  an  inquiry  as  to  whether  connection  with  such  a 
track  is  practiacble;  may  be  safely  made,  with  expectation  of 
sufficient  business  to  justify  requiring  the  connection,  and,  what 
compensation  reasonably  may  be  required. 

The  complaint,  according  to  a  brief  filed  in  the  same  case  by 
attorneys  for  the  carriers,  R.  W.  Barnett,  Kenneth  F.  Burgess. 
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White  alleges  a  violation  of  the  first  section  of  the  law,  not- 
withstanding the  consistent  declination  of  the  Commission  to 
take  jurisdiction  to  order  the  construction  of  off-line  track 
Having  declined  to  order  the  construction  of  track  it  would  have 
no  jurisdiction  over  the  terms  under  which  such  tracks  should 
be  built,  if  at  all,  it  is  argued.  They  treat  the  case  as  an  effort 
to  have  the  Commission  distribute  fire  liability,  personal  mjur> 
liability  and  property  damage,  the  effort  being  to  bring  about  : 
standardization  of  liability  clauses  and  covenants, 
press  the  belief  that  the  Commission  would  no  doubt  reject  juris- 
diction of  the  terms  of  the  contract  which  fixes  the  liability  ot 
the  parties  in  tort,  especially  inasmuch  as  it  has  consistently  de- 
clined jurisdiction  over  off-line  sidings. 

But  the  railroad  lawyers  and  the  complainants  have  agreed, 
if  the  Commission  approves,  to  the  issuance  of  an  order  recom- 
mending the  use  of  liability  clauses,  in  sidetrack  contracts,  cov- 
ering the  risk  of  fire,  in  which  the  industry  will  agree  to  in- 
demnify the  railroad  against  loss  or  damage  to  property  of  the 
industry  or  property  on  its  premises,  regardless  of  railroad 
negligence,  arising  from  fire  caused  by  the  railroad  locomotives 
operated  on  the  sidetrack,  or  in  its  vicinity,  for  the  purpose  of 
serving  the  industry,  except  the  loss  or  damage  to  railroad 
premises  or  railroad  rolling  stock  and  to  property  in  the  course 
of  transportation;  also  that  the  industry  shall  indemnify  the 
railroad  company  for  loss,  damage  or  injury  caused  by  any  act 
of  omission  of  the  industry,  its  employes,  agents  to  the  person 
or  property  of  the  parties  to  the  contract,  or  any  other  person 
or  corporation,  while  on  or  about  the  track;  and  that  if  any 
claim  or  liability  other  than  from  fire  shall  arise  from  the  joint 
or  concurring  negligence  of  both  parties,  it  shall  be  borne  by 
them  equally. 

TRANSFER  CHARGE  AT  CAIRO 

The  Traffic   World   Washington  Bureau 

The  Cairo  Board  of  Trade,  through  Ray  Williams,  manager 
of  the  traffic  department,  has  called  the  attention  of  the  Com- 
mission to  what  he  thinks  is  an  effort  on  the  part  of  the  Big 
Four  to  cripple  the  boat  service  on  the  Ohio  and  Mississippi 
rivers  by  imposing  for  the  transfer  of  freight  at  Cairo  from 
one  kind  of  carrier  to  the  other  a  switching  charge  that  is  so 
high  as  to  restrict  the  interchange.  According  to  his  figuring, 
the  tariff  against  which  he  protests,  if  allowed  to  become  effec- 
tive, will  increase  the  cost  from  $4  to  $9  per  car.  In  his  pro- 
test, Mr.  Williams  said: 

"That  the  United  States  Railroad  Administration  authorized 
and  published  switching  rates  between  the  Cleveland,  Cincinnati, 
Chicago  &  St.  Louis  Railway  Company  incline  tracks  and  con- 
necting lines'  tracks,  under  Freight  Rate  Authority  No.  19969,  at 
Cairo,  111. 

"That  by  Supplement  No.  7  to  Cleveland,  Cincinnati,  Chi- 
cago &  St.  Louis  Railway  Company  Switching  Tariff  No.  1-E, 
I.  C.  C.  No.  7526.  issued  December  14,  1920,  to  become  effective 
January  20,  1921,  it  is  proposed  to  cancel  the  switching  rates 
above  referred  to.  See  page  5,  section  2,  under  Cairo,  111. 

"The  rate  referred  to  above  was  established  to  enable  ship- 
pers and  receivers  of  freight  at  Cairo,  111.,  to  take  advantage 
of  boat  service  on  the  Mississippi  and  Ohio  rivers;  also  to 
enable  the  War  Department's  Mississippi-Warrior  Service  Sec- 
tion of  the  Inland  Waterways  to  interchange  freight  with  con- 
necting lines  upon  a  just  and  reasonable  basis.  The  Railroad 
Administration,  in  establishing  the  switching  charge,  was  not 
prejudiced,  as  are  the  individual  railroads  against  the  trans- 
portation of  freight  by  river.  The  rate  when  established  was 
upon  a  just  and  reasonable  basis,  and  has  been  increased  by 
the  amount  authorized  by  Ex  Parte  74. 

"There  is  a  large  tonnage  of  freight  that  originates  along 
the  rivers,  which  cannot  reach  the  rail  transportation  lines  ex- 
cept by  water  transportation.  For  example,  large  tracts  of 
timber  along  our  waterways  far  from  any  railroad  are  being 
cleaned  up  and  transported  to  Cairo  by  barges  or  rafts  and  loaded 
on  cars  at  river  incline  tracks,  to  be  switched  to  Cairo  indus- 
tries or  forwarded  by  railroad  to  other  destinations.  With  the 
cancellation  of  the  switching  charge  referred  to,  it  will  be  prac- 
tically impossible  to  use  the  facilities  that  are  now  available 
at  Cairo. 

"Prior  to  the  establishment  of  the  switching  rate  referred 
to  above,  the  C.  C.  C.  &  St.  L.  Railway  Company  charged  more 
ritching  oil  in  carloads  from  their  Mobile  &  Ohio  connec- 
tion to  the  Incline  track  than  did  the  Mobile  &  Ohio  Railroad 
argp  for  transporting  the  oil  from  St.  Louis,  Mo.,  to  Cairo,  111. 
rrier  cannot  profit  by  the  establishment  of  rates  which  will 
destroy  tin-  possibility  of  producing  large  volumes  of  freight  to 
•  transported,  which  would  be  the  effect  of  canceling  the  pres- 
et switching  rates  referred  to  above. 

"Your  petitioner   prays   that    that    part   of   Supplement   No. 

"vpland.  Cincinnati.  Chicago  &   St.  Louis  Railway  Com- 

iy'»  Switching  Tariff  No.  1-E,  I.  C.  C.  No.  7526,  which  pro- 

f>  cancpjlation  of  switching  rates   referred   to  above  at 

..   be  suspended,   and   that   we  have  an   opportunity   to 


"n  A  V 
-DAY 


RULE 


The  Traffic   World   Washington  Bureau 
With  a  view  to  impressing  on  shippers  that    if  they  desire 
the  suspension  of  tariffs,  they  must  inform  the  Commission  as 
soon  as  possible  as  to  their  reasons  for  desiring  suspension, 
Commission,  December  30,  again  called  attention  to  1 
ruT     in  a  notice  addressed  to  the  public  the  Commission  said 
"Attention  is  again  called  to  the  Commissions  Conference 
Ruling  No.  322  and  to  Rule  19  of  its  Rules  of  Practice,  fl 
read  in  part  as  follows: 

ronferencp  Ruline  No  322— Kxcept  in  cases  where  it  acts  on  its 
own  °n"tfat£e  the s  Commission  will  not  ordinarily  suspend  the  opera- 
tion of  a  schedule  unless  the  changes  complained  of  ^ called  to  its 

ffiffi^&^^^i^&^^™*££^3fe 

avofd^discHmfnatio^ that  might  result  from  the  improper  suspension 
°f  Vuleei9 'of  Rules  of  Practice— Suspensions  of  tariff  schedules  under 
SecttaM'o?  the  act"  will  not  ordinarily  be  ™f  j^et  «^s  af  ^ 
and  application  therefor  »^made  taMjgtlgKjg  b 


"The  Commission  must  insist  upon  a  strict  application  of 
these  rules  to  requests  for  the  suspension  of  tariffs  filed  will 
it     Numerous  additional  and  important  duties  have  been  placed 
upon  the  Commission  and  it  is  manifestly  impossible  for  i 
properly  perform  the  functions  imposed  by  law,  and  at  the  same 
time   intelligently   handle    belated    requests    for   suspension    < 
tariff  schedules. 

"It   frequently   occurs   that   a   telegram    is   received    at 
office  of  the  Commission  ten  days  before  the  effective  date  < 
the  tariff  announcing  that  it   is   the  purpose   of   the   signer  t 
file  a  request  for  the  suspension  of  a  named  schedule  and  some 
days  subsequent  thereto  a  written  request  for  suspension  is 
ceived,  too  late  to  be  given  consideration  by  the   Commiss 
prior  to  the  effective  date  of  the  schedule. 

"The  Commission  interprets  its  Conference  Ruling  and  1 
of  Practice  above  quoted  to  require  that  all  requests  for  sus- 
pension of  schedules  that  are  filed  on  statutory  notice  shall 
presented  to  the  Commission  not  less  than  ten  days  before  t 
effective  dates  of  the  protested  schedules.     All  requests  for  sus- 
pension should  contain  complete  reasons  for  the  suspension  i 
order  to   avoid   subsequent   correspondence   and   delay   incident 
thereto  which  may  make  it  impossible  for  the  Commission  to 
act  before  the  effective  date  of  the  schedule." 

THE  PUBLIC  BE  INFORMED 

(New  York  Traffic   Club   Bulletin) 

If  the  railways  fail  to  get  their  story  over  to  the  public  now 
while  opinion  is  favorable,  they  will  neglect  the  opportunity  of  a 
lifetime  "The  Public  Be  Told"  should  be  their  motto.  A  boy 
winking  at  his  girl  in  the  dark  knows  what  he  is  doing,  but 
nobody  else  does.  Truth  will  out  only  when  the  railways  give  i 
out.  Already  the  Pennsylvania,  Frisco  and  M.  K.  &  T.  have 
appointed  men  to  handle  matters  of  publicity  and  public  relations, 
and  other  roads  have  the  matter  in  contemplation.  A  writer  i 
the  New  York  Times  tells  us  that  nearly  every  large  corporation 
has  its  publicity  men,  and  many  companies  make  him  in  fact  a 
"Director  of  Public  Relations."  The  best  of  the  type,  he  con- 
tinues, are  genuine  advisers.  They  are  called  in  to  estimate  the 
possible  effects  of  certain  courses  of  action.  They  are  experts 
in  appraising  the  temper  of  masses  of  men.  No  business  man 
with  a  skilled  publicity  adviser  would  ever  say  anything  remotely 
resembling  "the  public  be  damned."  When  corporations  begin 
to  woo  the  good-will  of  the  public,  the  emotional  impetus  of  the 
anti-railroad  law-making  is  cut  off. 

Not  so  much  is  heard  these  days  about  over-capitalization 
and  watered  stock.  As  the  old  farmer  once  said  about  ox-tail, 
"that's  going  a  long  way  back  for  soup."  But  there  are  still  many 
unwise  and  repressive  acts  on  the  statute  books,  such  as  full-crew 
(really  stuffed  crew)  and  train  limit  laws,  which  must  be  re- 
pealed. To  carry  out  a  comprehensive  program  of  repeal  re- 
quires a  knowledge  of  the  facts,  and  an  ability  to  assemble  those 
facts  and  present  them  to  the  public  interestingly,  concisely  and 
effectively.  The  Traffic  Club  Bulletin  has  advocated  the  appoint- 
ment by  all  important  railways  of  a  "Vice-President  in  Charge 
of  Public  Relations."  Whether  the  title  is  vice-president  or  some- 
thing else  may  be  debatable;  whether  such  an  appointment 
should  be  made  at  all  is,  we  think,  beyond  discussion. 


SOUTHERN    RAILWAY   BONDS 

In  Finance  Docket  No.  1118,  the  Commission  has  authorized 
the  Southern  Railway  Company  to  issue  $5,900,000  worth  of  its 
development  and  general  mortgage  four  per  cent  bonds,  series 
A,  and  to  pledge  them  as  security,  in  part,  for  a  loan  of  $3,825,- 
000  from  the  United  States,  under  section  210  of  the  transporta- 
tion act.  Of  that  sum  $5,000,000  is  to  cover  expenditures  in 
1920.  The  $900,000  is  to  cover  expenditures  for  equipment  made 
in  1919  and  1920. 
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CLAIMS  UNDER   FEDERAL  CONTROL 

Thi   Traffic   World    Washington   Bureau 

\   i»  1 1 <iii|>tiiry  order  has  been  issued  to  railroads  the  prop- 
erty  or   \\lnrli    uas   under  federal  control  to  send   "at  once"  to 

'I "'"•«  ot  Cyrus  1).  Stafford,  manager  of  the  traffic  department 

of  the  division  of  liquidation  claims,  all  claims  filed  with  them 
by  shippers  which  come  within  paragraph  c  of  section  206  of 
the  transportation  law.  Some  carriers  are  holding  such  claims 
litins  instructions  as  to  proper  disposition  of  them.  Claims 
i, lining  within  section  206  are  those  arising  during  federal  con- 
trol. The  law  gives  the  shipper  one  year  from  the  end  of 
federal  control  in  which  to  make  out  such  claims  against 
agent  appointed  by  the  President  to  wind  up  the  affairs  of  the 
Railroad  Administration  and  file  them  with  the  Interstate  Com- 
nieree  ( 'i iinmission. 

Filing  such  claims  made  out  in  accordance  with  the  law,  with 
the  carrier,  is  not  a  compliance  with  the  law.  Filing  a  claim 
of  that  kind  with  the  carrier  is  of  no  value,  except  to  find  out 
whether  the  railroad  will  recommend  Its  settlement  by  the  agent 
appointed  by  the  President. 

I'nless  claims  are  filed  with  the  Commission,  they  will  be 
dead  on  the  last  day  of  February.  If  the  claims  are  sent  to 
Mr.  Stafford,  he  will  have  them  filed  with  the  Commission  and 
then  returned  to  him  for  consideration  on  their  merits.  That 
course  was  outlined  in  a  circular  recently  issued  by  the  Railroad 
Administration.  The  order  (Circular  No.  2)  directing  the  dis- 
patch  of  such  claims  to  the  traffic  department  of  the  division  of 
liquidation  claims  is  as  follows: 

Attention  is  directed  to  section  206,  paragraph  C,  of  the 
transportation  act,  1920,  which  provides  that  reparation  claims 
"may  be  filed  with  the  Commission  within  one  year  after  the 
termination  of  federal  control,  against  the  agent  designated  by 
the  President  under  subdivision  (a),  etc." 

It  has  come  to  my  attention  that  carriers  are  holding  claims 
of  this  character  awaiting  instructions  as  to  the  proper  disposi- 
tion  to   be   made   of  same.     If,   in   the   judgment   of   the   traffic 
icials.  the  claims  come  within  any  of  the  provisions  of  Division 
'  Liquidation  Claims  Circular  No.  5,  the  papers  should  be  sub- 
mitted at  once  to  this  office.     Otherwise  the  papers  should  be 
returned   to  claimant  with   advice  that   the   claim  will   not  be 
entertained. 

This  is  necessary  in  order  that  no  meritorious  claim  may 
be  barred  by  reason  of  failure  on  the  part  of  the  Railroad  Ad- 
ministration to  take  action. 


HIGH  RATES  AND  PERISHABLE  FREIGHT 

(The  Cincinnati  Packer — Jan.  1.) 

The  disastrous  efforts  of  the  recent  advances  in  freight 
Charges  is  daily  becoming  more  apparent  in  so  far  as  the  perish- 
able fruit  and  produce  business  is  concerned.  Growers,  shippers, 
receivers  and  commission  men  in  all  parts  of  the  country  are 
practically  a  unit  in  declaring  that  the  industry  faces  its  most 
critical  period  in  the  history  of  commercial  production,  especially 
those  sections  far  removed  from  the  centers  of  consumption  and 
ffhose  products  must  necessarily  be  transported  long  distances 
before  reaching  the  consumer. 

It  looks  as  if  this  question  of  freight  rates  will  be  one  of  the 
principal  subjects  of  discussion  at  the  annual  meetings  of  the 
various  trade  organizations  which  will  convene  within  the  next 
few  weeks.  At  the  present  time  vegetables  and  fruits  in  many  in- 
stances are  being  sold  by  the  producer  at  an  actual  loss  below 
the  cost  of  growing  and  packing  the  crop,  and  at  the  same  time 
the  consumer  in  the  big  centers  of  population  .is  not  receiving 
any  benefit  simply  because  the  high  freight  cost  does  not  allow 
the  product  to  be  sold  at  a  reasonable  price  compared  with  the 
price  the  producer  is  receiving.  The  trade  is  fully  cognizant  of 
this  fact,  hut  is  powerless  to  remedy  the  situation. 

When  the  subject  of  increased  freight  rates  was  first  brought 
up  and  before  they  were  made  effective,  The  Packer  pointed  out 
that  there  was  grave  danger  of  killing  the  commercial  industry 
and  that  in  reality  the  roads  would  suffer  a  reduction  in  revenue 
rather  than  an  enhancement  of  profits  if  such  advances  were 
made  simply  because  their  freight  tonnage  would  be  reduced. 
This  is  exactly  what  has  happened.  Thousands  of  cars  of  pro- 

now  ready  for  the  market  and  which  crops  were  planted  be- 
fore  the  rate  advances  were  -made  are  now  held  at  producing 
points  because  they  cannot  be  transported  to  market  and  sold  at 

nt  prices  and  return  the  producer  his  cost  of  growing  and 
ing,  to  say  nothing  of  any  profit  for  his  year's  work.     In  a 
word,  he  gets  less  than  nothing  if  he  ships  and  is  therefore  bet- 
ter off  if  he  does  not  ship. 

The  railroads   must  have   revenue — a   profit   upon   their   In- 

estments — for  their  services  in  transporting  goods.     It  is  not 

rgued  by  any  factor  in  the  perishable  food   industry  that  the 

carriers  should  perform   their   duties   at   a  loss.     On   the  other 

hand,   they   need   more   funds   for   improving   their   service   and 

facilities.     It  is  argued,  however,  that  the  way  to  procure  these 

>ary  funds  is  to  carry  more  tonnage  at  a  rate  which  encour- 

production  rather  than  to  restrict  shipping  by  exorbitant 
fates  such  as  is  now  being  done  by  the  railroads  under  the  latest 


freight  rate  Increase.  The  problem  is  one  which  must  be  met 
by  the  railroads  quickly,  for  the  time  is  at  hand  when  another 
crop  is  to  be  planted.  Farmers  cannot  be  expected  to  work  a 
year  for  the  fresh  air  they  may  receive  in  their  outdoor  work 
in  plowing,  planting  and  harvesting.  More  economical  operation 
of  railroads,  lower  overhead  and  an  Increased  tonnage  suggest 
means  whereby  the  carriers  may  help  themselves  and  at  the 
same  time  save  the  commercial  grower  of  perishable  foodstuffs 
from  bankruptcy  and  themselves  from  ruin.  It  will  take  the  best 
brains  in  the  country  to  meet  the  situation  and  instead  of  long- 
haired theorists  in  railroad  circles  who  figure  out  the  added  cost 
of  freight  on  a  pair  of  silk  hose  from  New  York  to  Chicago,  they 
should  have  men  in  charge  who  can  see  that  the  saving  of  their 
perishable  freight  tonnage  Is  of  far  more  importance  to  the  pub- 
lic and  themselves  than  is  a  learned  thesis  upon  the  cost  of  a 
silk  handkerchief  and  the  relation  of  the  freight  rate  thereto. 

TRANSPORTATION  OF  MAIL 

The  Traffic   World   Washington  Bureau 

Secretary  of  the  Treasury  Houston  has  transmitted  to  the 
House  a  request  of  the  Postmaster  General  for  a  deficiency  ap- 
propriation of  $35,934,700  for  the  transportation  of  the  mails  on 
steam  and  electric  roads  for  the  current  fiscal  year.  Postmaster 
General  Burleson's  letter  to  the  Secretary  of  the  Treasury  in 
support  of  the  request  follows: 

"I  transmit  herewith  an  estimate  of  deficiency  of  $35,840,000 
in  the  appropriation  for  the  transportation  of  the  mails  by  rail- 
road routes  for  the  fiscal  year  ending  June  30,  1921.  The  item 
is  necessary  by  reason  of  the  application  of  the  increased  rates 
for  mail  transportation  fixed  by  the  Interstate  Commerce  Com- 
mission in  its  order  No.  9200  of  December  23,  1919. 

"For  the  June,  1920,  quarter  the  value  of  the  regular  service 
will  be  approximately  $20,269,557.90,  and  the  emergency  service 
$2,373,679.21,  or  a  total  of  $22,643,237.11,  or  an  annual  rate  of 
$90,572,948.44.  The  annual  rate  of  the  service  authorized  on 
June  30,  1920,  was  $83,731,068.47.  Upon  this  basis  the  actual 
payments  for  the  entire  service  amounted  to  $6,841,879.97  (or 
8.17  per  cent)  over  and  above  the  annual  authorized  rate. 

"The  annual  rate  authorized  September  30,  1920,  was  $81,- 
212,343.61.  Increasing  this  amount  by  8.17  per  cent,  we  have 
an  estimated  annual  expenditure  for  the  current  fiscal  year  of 
$87,847,392.08,  to  which  should  be  added  $1,250,000  for  the  trans- 
portation of  periodical  matter  by  freight;  $800,000  (estimated) 
for  the  aerial  mail  service  and  $5,830,000  (estimated)  for  side, 
terminal,  and  transfer  service.  The  latter  item  is  based  upon 
an  estimate  of  $253.50  for  each  of  the  23,000  points,  approxi- 
mately, where  the  department  must  provide  for  the  handling 
of  the  mails  between  railroad  stations  and  post  offices  under 
the  Commission's  order.  The  foregoing  items  aggregate  $95  - 
727,392.08,  or  $35,840,570.08  over  and  above  the  current  appro- 
priation of  $59,886,822.  It  is  therefore  recommended  that  an 
additional  appropriation  of  $35,840,000  be  asked  of  Congress  to 
pay  for  the  transportation  of  the  mails  by  railroads  for  the  fiscal 
year  ending  June  30,  1921. 

"A  deficiency  of  $94,700  will  be  created  with  regard  to  the 
appropriation  for  the  transportation  of  the  mails  by  electric 
and  cable  cars  for  the  fiscal  year  ending  June  30,  1921,  as  an 
effect  of  the  Interstate  Commerce  Commission's  order  of  August 
7,  1920,  fixing  the  rates  for  the  transportation  of  the  mails  by 
urban  and  interurban  electric  railway  common  carriers,  which 
order  became  effective  December  1,  1920. 

"The  authorized  annual  rate  on  December  1  was  $561,542.86. 
The  estimated  annual  rate  for  the  performance  of  side,  terminal, 
and  transfer  service  is  $145,950.  The  combined  annual  rate  is 
therefore  $707,492.86,  or  $162,492.86  over  and  above  the  current 
appropriation  of  $545,000. 

"It  is  therefore  recommended  that  an  additional  appropria- 
tion of  $94,700  be  granted  to  pay  the  increased  compensation 
for  this  service  for  the  seven  months  from  December  1,  1920,  to 
June  30,  1921." 

ACCOUNTING  INSTRUCTIONS 

The  Commission  has  issued  the  following  instructions  to 
carriers  with  regard  to  accounting: 

Information  received  by  the  Commission  indicates  a  lack  of  uni- 
formity by  carriers  In  accounting  for  certain  Interroad  Items  pertain- 
ing to  the  guaranty  period  with  respect  to  the  rendition  and  settle- 
ment of  bills  and  other  accounts  as  between  carriers  which  accepted 
the  provisions  of  Section  209  of  the  Transportation  Act,  1920.  Some 
roads  apparently  have  proceeded  on  the  assumption  that  the  prepara- 
tion of  certain  interroad  accounts  and  corrections  pertaining  thereto 
Is  unnecessary  In  view  of  the  fact  that  the  net  effect  to  the  govern- 
ment will  be  the  same,  as  between  roads  accepting  the  guaranty, 
whether  or  not  Interroad  settlements  are  effected. 

No  Instruction*  have  been  Issued  by  the  Commission  which  would 
warrant  such  an  Interpretation  and  in  the  Interest  of  uniformity  and 
continuity  of  the  accounts  It  Is  the  Intent  that  interroad  bills  and  ac- 
counts and  corrections  thereof — with  the  exception  of  those  covering 
per  diem  reclaims  and  per  diem  discrepancy  claims  between  carriers 
accepting  the  guaranty  provisions — shall  be  prepared  and  settled  be- 
tween all  roads  In  the  usual  manner,  whether  or  not  the  carriers  are 
subject  to  the  guaranty  provisions  of  the  statute. 

Time  saved  is  money  saved — You  will  save  time  bv 
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INTERPRETATION  OF  "DISTRICT" 

The  Traffic   World   Washington  Bureau 

In  correspondence  between  Commissioner  Aitchison  and  W. 
N.  King,  assistant  attorney-general  for  the  New  York  Central 
lines  at  Columbus,  O.,  the  Commission  has  given  an  interpreta- 
tion of  the  meaning  of  the  word  "district"  when  used  in  con- 
nection with  coal  mines  and  the  operation  of  the  assigned  car 
rule  under  Service  Order  No.  18.  Mr.  King  raised  the  question 
in  connection  with  a  letter  written  by  Chairman  Clark  to  Daniel 
Willard,  in  explanation  of  Service  Order  No.  10.  The  letter 
written  by  Commisioner  Aitichison  December  28  in  answer  to 
Mr.  King's  letter  of  November  22  is  as  follows: 

"Referring  to  your  letter  of  November  22  concerning  inter- 
pretation of  Service  Order  No.  18: 

"You  refer  particularly  to  the  chairman's  letter  to  Mr.  Daniel 
Willard  under  date  of  October  11,  1920,  wherein  the  chairman 
stated,  among  other  things: 

In  some  instances  contracts  for  the  entire  output  of  a  mine  for 
railroad  fuel  purposes  are  made  with  producing  companies  that  own 
and  operate  two  or  more  mines  in  the  same  district.  The  custom 
which  has  been  followed  in  instances  of  this  kind  has  been  to  assign 
tliose  cars  to  some  one  of  the  minos  of  the  producing  company  on 
different  days  and  not  to  confine  them  day  after  day  to  one  par- 
ticular mine. 

Our  order  is  not  intended  to  interfere  with  this  practice  where  it 
is  carried  out  in  good  faith,  but  it  must,  of  course,  be  confined  to 
mines  actually  owned  and  operated  by  the  producing  firm  or  com- 
pany with  which  the  contract  was  made. 

"The  question  involved  appears  to  be  a  definition  of  the 
word  'district'  as  used  in  the  first  paragraph  above  quoted. 

"This  matter  has  been  considered  by  division  5  and  I  am 
directed  to  say  that  the  word  'district'  as  used  in  the  chairman's 
letter  was  used  as  indicating  a  mining  district  within  which 
the  mines  are  grouped  under  common  rates  and  within  which 
the  mines  are  rated  for  car  supply  with  relation  to  each  other." 


REGULATION  OF  COAL  INDUSTRY 

A  resolution  by  the  mayor  and  city  council  of  Brunswick, 
Ga.,  in  favor  of  the  enactment  of  legislation  providing  for  the 
regulation  of  the  coal  industry  by  the  Interstate  Commerce 
Commission  was  presented  in  the  Senate,  January  5,  by  Senator 
Harris  of  Georgia.  It  was  referred  to  the  committee  on  inter- 
state commerce.  A  similar  resolution  from  Duluth  Minn  was 
presented  recently  by  Senator  Nelson  of  Minnesota. 

SETTLEMENTS   WITH    CARRIERS 

The  Railroad  Administration  has  made  the  following  addi- 

final     settlements   with    common    carriers :     Rio    Grande 

Southern,   $105000;    Midland   Valley,    $550,000;    Bennettsville   & 

Cheraw,   $29,500;    Clyde   Steamship    Company    $162224-    Chesa 

*!Steh{S  C°SPaDy-  $62'303:   Des  Mofnes  Te'rminal ^Com- 
y, $15,500;  Fort  Worth  Belt,  $75,000. 


TRAIN  CONTROL  DEVICES 

The  Traffic   World   Washington  Bureau 

Steps  that  have  been  taken  by  the  Commission  looking  to 
enforcement  of  Section  26  of  the  act  to  regu]ate  commer£g  £ 

.ing  to  installation  of  automatic  train  control  devices,  are  out- 
lined in  the  following  statement  issued  by  the  Commission: 

SecfionTfi  <  £  the  Interstate  Commerce  Act  reads  as  follows: 

action  brought  by  the  rnUed  States  recovered  in   a  civil 

"In  the  administration  of  this  section  of  the  law   the  Con 


,  .sr  asss  asa  f 

A.,  has  been  appointed  by  the  association  uiviswn,  A.  R. 


conform  are  in  course  of  preparation.  Announcement  of  the  lo- 
cations selected  and  publication  of  the  specifications  and  re- 
quirements applying  to  each  of  such  locations  will  be  made  in 
due  course. 

"The  selection  of  devices  for  these  test  installations  will 
be  made  in  each  case  by  the  Joint  Committee  on  Automatic 
Train  Control  of  the  American  Railway  Association  and  the  rail- 
road company  on  whose  line  the  installation  is  to  be  made,  sub- 
ject to  approval  by  the  Interstate  Commerce  Commission.  These 
selections  will  be  made  upon  the  basis  of  plans  filed  with  the 
Bureau  of  Safety,  Interstate  Commerce  Commission.  All  meri- 
torious devices  which  have  heretofore  been  considered  or  which 
may  hereafter  be  submitted  will  be  given  due  consideration. 
With  respect  to  devices  heretofore  considered,  it  is  important  that, 
accurate  and  up-to-date  plans  should  be  on  file  for  consideration. 
With  respect  to  devices  which  have  not  heretofore  been  con- 
sidered, it  is  necessary  that  complete  plans  and  specifications  be 
furnished  for  examination." 


COAL  PRODUCTION  REPORT 

The  Traffic   World   Washington  Bureau 

Due  to  the  Christmas  holidays  and  to  a  smaller  rate  of  out- 
put per  working  day,  the  output  of  soft  coal  for  the  week  ending 
December  25  amounted  to  only  9,725,000  net  tons,  estimated, 
according  to  the  weekly  report  of  the  Geological  Survey,  under 
date  of  January  3.  The  report  notes  a  widespread  improvement 
in  car  supply. 

Cumulative  production  for  the  calendar  year  1920  to  Decem- 
ber 25  amounted  to  547,264,000  net  tons,  or.  at  the  rate  of  1,804,- 
000  tons  per  working  day.  If  this  rate  be  continued  during  the 
five  working  days  remaining,  the  total  output  will  be  556,284,000 
tons. 

Movement  to  tide  fell  off  sharply  during  the  week  ended 
December  26.  The  total  quantity  of  bituminous  coal  dumped, 
according  to  reports  to  the  Geological  Survey,  was  645,000  net 
tons.  Exports  continued  to  decrease,  the  total  for  the  week 
being  246.000  tons.  This  was  at  the  rate  of  1.050,000  tons  per 
month.  Shipments  to  New  England  were  131,000  tons,  or  at  a 
monthly  rate  of  560,000  tons. 

The  all-rail  movement  to  New  England  during  the  week 
ended  December  25  was  marked  by  an  appreciable  decrease, 
largely  due  to  the  occurrence  of  Christmas.  According  to  re- 
ports to  the  American  Railroad  Association,  4,633  cars  of  bitu- 
minous coal  were  forwarded  through  the  five  rail  gateways. 
Harlem  River,  Maybrook,  Albany,  Rotterdam,  and  Mechanics- 
ville,  a  decrease,  compared  with  the  preceding  week,  of  589 
cars,  or  over  11  per  cent.  The  shipments  during  the  corre- 
sponding week  in  1919  were  1,944  cars,  and  in  1918,  3,206  cars. 

VACANCIES  ON  COMMISSION 

The  Traffic   World   Washington  Bureau 

With  the  expiration  of  the  term  of  Robert  W.  Woolley  as 
a  member  of  the  Commission,  there  are  two  actual  vacancies  on 
the  Commission  and  there  will  be  two  more  after  March  4  un- 
less the  Senate  changes  its  position  with  regard  to  acting  on 
nominations  made  in  the  last  few  months  by  President  Wilson. 

Commissioners  Potter  and  Ford  are  serving  under  recess 
appointments  by  the  President  and  their  nominations  were  sent 
to  the  Senate  December  7,  along  with  the  nomination  of  James 
Duncan,  of  Quincy,  Mass.,  who  declined  to  take  the  seat  on  the 
Commission  proffered  by  the  President.  Since  the  Senate  is 
now  in  session,  Duncan  could  not  take  the  place  on  the  Com- 
mission unless  the  Senate  confirmed  the  nomination. 

There  has  been  little  talk  in  Washington  concerning  the 
vacancies  on  the  Commission,  it  apparently  being  taken  for 
granted  that  after  Senator  Harding  becomes  President  he  will 
fill  the  four  vacancies  on  the  Commission  and  also  appoint  a  new 
Shipping  Board. 

It  may  be  said  that  the  name  of  Representative  John  J. 
Esch,  who  will  retire  from  Congress  at  the  close  of  the  present 
session,  having  been  defeated  in  the  primaries  last  spring,  is  the 
only  one  that  is  being  mentioned  seriously  in  connection  with 
the  Commission  vacancies.  Mr.  Esch  is  understood  not  to  be  a 
candidate  for  appointment  as  a  commissioner  but  many  of  his 
friends  have  urged  him  to  be  a  receptive  candidate,  at  least. 

Gordon  Woodbury,  of  New  Hampshire,  who  succeeded  F.  D. 
Roosevelt  as  assistant  secretary  bf  the  navy,  is  said  to  be  a 
:andidate  for  a  place  on  the  Commission.  He  is  a  former  news- 
paperman, having  been  editor  of  the  Manchester  (N.  H.)  Union. 
t  is  not  regarded  as  likely,  however,  that  he  would  be  nomi- 
nated by  President-elect  Harding,  and  if  he  should  be  nominated 
•etore  March  4  by  President  Wilson,  he  would  probably  fare 
no  better  with  the  Senate  than  have  the  other  nominees. 

Union  labor  leaders  probably  will  exert  what  influence  they 
)  have  the  new  President  select  at  least  one  nominee  for 

Commission  who  will  be  "acceptable"  to  organized  labor. 


ir J.«T  jPformati°n  carried  in  THE  DAILY  TRAFFIC 
WORLD  is  up-to-the-minute. 


.January  8.  1921 
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TRANSPORTATION  OF  EXPLOSIVES 

Tht   Traffic    World    Washington   Bnrtau 

In  Order  No.  3666,  Regulations  for  the  transportation  of  ex 
plusives  and  other  dangerous  articles  by  freight  and  express, 
issued  .January  3  under  date  of  December  30.  the  Commission 

"Amendment  of  the  regulations  for  the  transportation  of 
dangerous  articles  by  freight  being  under  consideration  and  good 
cause  appearing  therefor: 

"It  is  ordered,  That  paragraph  21  of  shipping  container 
specification  No.  27  prescribed  by  order  of  said  Division  on 
Kfhruary  17,  1920,  effective  April  1,  1920,  be,  and  It  Is  hereby, 
modified  to  read  as  follows: 

Valves  and  other  connections  must  br  made  safe  from  injury  dur- 
ing transit  liy  hi-inn  set  into  the  recessed  heads  of  the  cylinder  and 
completely  rcpvi>rrd  by  a  steel  cap.  The  cap  must  be  made  of  ma- 
i.  rial  at  least  .1/16  In  thick;  it  must  not  project  beyond  the  flanued 
•  mis  of  tlu>  cylinder;  and  It  must  be  fastened  in  place  by  positive 
fastenings  so  that  it  will  not  come  off  during  transit  and  so  that  a 
Mow  will  not  Jam  it  up  against  the  valves  or  connections. 

"It  is  further  ordered.  That  the  aforesaid  modification  shall 
become  effective  January  15,  A.  D.,  1921." 


CENT.  OF  GA.  EQUIPMENT  PURCHASE 
Authority  to  execute  an  equipment  trust  to  pay  in  part  the 
price  of  rolling  stock  estimated  to  cost  $1,066,123  is  petitioned 
for  by  the  Central  of  Georgia  in  an  application  filed  with  the 
Commission.  The  applicant  states  that  it  proposes  to  issue 
equipment  trust  certificates  not  in  excess  of  $650,000,  and  not 
to  bear  in  excess  of  7  per  cent  interest,  and  the  last  maturity 
to  be  not  more  than  fifteen  years  after  date.  The  remainder  of 
the  purchase  price  will  be  met  by  a  loan  from  the  government 
and  from  other  sources,  the  applicant  states.  The  equipment  to 
be  bought  consists  of  7  mountain  type  freight  and  passenger 
locomotives;  4  steel  sleeping  cars;  5  steel  open  passenger 
coaches;  4  steel  partition  passenger  coaches,  and  4  steel  express 
cars. 


RICHMOND   TERMINAL    NOTES 

The  Richmond  Terminal  Railway  Company  has  applied  to 
the  Commission  for  permission  to  issue  two  time  notes  of  $12,- 
500  each,  one  to  the  Richmond,  Fredericksburg  &  Potomac,  and 
the  other  to  the  Atlantic  Coast  Line,  in  evidence  of  a  cash  loan 
of  $25,000  to  be  negotiated  with  those  companies,  the  proceeds 
to  be  used  in  making  payment  of  $19,140  in  cash  to  the  R.  F.  & 
P.  for  exchange  of  real  estate,  and  $5,860  as  payment  on  account 
for  additions  and  betterments  charged  against  the  applicant  by 
the  Railroad  Administration. 


LOAN  FOR  PEORIA  &  PEKIN  UNION  RY. 
The  Peoria  &  Pekin  Union  Railway  Company  has  applied 
to  the  Commission  for  a  loan  of  $1,861,000  to  enable  it  to  take  up 
an  equal  amount  of  its  first  and  second  mortgage  bonds,  the 
holders  of  which  refuse  to  extend  them  for  five  years  from 
date  of  maturity,  February  1,  1921.  If  the  loan  should  be  re- 
fused, the  applicant  states,  it  would  be  unable  to  take  up  the 
bonds  at  maturity,  and  "this  would  so  impair  the  credit  of  the 
company  that  it  would  make  it  difficult,  if  not  impossible,  for  it 
to  purchase  material  and  supplies  necessary  for  the  operation 
of  the  road,  and  would  probably  result  in  forcing  the  company 
into  a  receivership." 


C.  C.  &  O.  BONDS 

The  Commission  has  authorized  the  Carolina,  Clinchfleld  & 
Ohio  Railway  Company  to  issue  $5,000,000  of  fifteen-year  six  per 
cent  cumulative  income  debentures  under  an  agreement  with 
the  New  York  Trust  Company  as  trustee.  The  proceeds  of  the 
sales  of  the  bonds  are  to  be  applied  to  the  payment  or  discharge 
of  outstanding  short  term  notes  and  acceptances  of  the  applicant 
in  the  sum  of  $4,124,000,  and  such  other  current  indebtedness 
as  may  be  met  by  the  remainder. 

WANTED — To  purchase  American  Commerce  or  LaSalle  Course 
Interstate  Commerce,  complete  and  in  good  condition.  Name  price 
first  letter.  Address  "JC,"  care  Traffic  World,  Chicago,  111. 

WANTED— Complete  tariff  file.  In  writing  specify  tariffs  on  hand, 
giving  number  and  designation.  Will  return  index  If  forwarded  for 
checking.  Address  E.  W.  I.  313.  Traffic  World,  Chicago.  111. 


POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
ind  THE  TRAFFIC  WORLD  !•  the  lotfcAl  medium  for  letting  Lb« 
men  and  the  poiltlon*  In  touch  with  each  other.  The  rate*  for 
claislned  advertisements  ar»  a*  follow*:  First  Insertion.  11.00  p*i 
line:  minimum  charge,  (3.00:  succeeding  Insertion*,  per  line.  Me:  If 
words  to  the  line;  number*  and  abbreviation*  counted  a*  word*; 
<  point  type:  payable  in  advance.  Answer*  to  keyed  advertisement* 
forwarded  free  and  all  correapondence  held  In  strict  conndeoo*.  Tb« 
TRAFFIC  WORI-D.  418  South  Market  Street.  Chicago.  111. 

POSITION     WANTED— AH    Tralllr    Manager    or    Assistant:     eight 
nt    railroad    and    industrial    experience,    complete    knowledge    of 

claims,   rates  and  general   truffle.      Prefer  Chicago.     Addres*  A.   R.  T. 

S19.  Traffic  World.  Chicago.  III. 

POSITION  WANTED — Traffic  Manager  or  assistant,  over  sixteen 
j ears'  practical  railroad  and  Industrial  experience.  Verged  In  handling 
claims,  rate  adjustments  and  procedure  before  various  regulatory 
bodies.  Now  employed  and  desire  to  locate  In  Chicago.  Married:  age 
34.  Excellent  credentials.  Address  1'.  I..  I,..  321. 

POSITION  WANTED— Traffic  Manager  or  Assistant:  over  ten 
years'  practical  railroad  and  six  years'  industrial  experience.  Com- 
plete knowledge  of  claims,  rates,  routings,  tariff  file  and  general  traffic 
work  and  Interstate  Commerce  decisions.  Will  .  locate  anywhere. 
Address  M.  T.,  care  Traffic  World.  61  E.  42nd  Street.  New  York  City. 

POSITION  WANTED— Traffic  executive  holding  important  rail- 
way position  qualified  as  examiner  Interstate  Commerce  Commission 
seeks  wider  field.  Address  R.  E.  E.  301,  care  Traffic  World,  Chi- 
cago. 111. 

POSITION  WANTED — By  man  experienced  In  all  phases  of  traffic, 
both  commercial  and  railroad.  Versed  in  carriers'  liability,  handling 
claims  and  rate  adjustments.  Familiar  with  import-export  pro- 
cedure, ocean  rates  and  insurance.  Age  36.  Good  credentials.  Ad- 
dress A.  N.  G.  317,  Traffic  World,  Chicago. 


$ 


5 


000  A  YEAR 


\ 


FOR  EXPERT  TRAFFIC  MEN.  Many  concerns  now  par  thrfr  trafle 
managers  J5.000  to  (10.000  •  rear.  Tec  the  traffic  man  who  «eU  thl> 
big  pay  must  actually  know  traffic  work.  Ton  can  qulcklr  beooow  a 
real  traffic  expert — atop  ICJOMS  Dam  bil  money  for  jooraelf.  Countless 
rood  openings  for  trained  men. 

LEARN  AT  HOME— BOOK  FREE.  New  home  itndy  Actual  Prac- 
tice Method  will  quickly  make  you  a  Certified  Traffic  Manager.  Ton  can  rery  icon 
qualify  for  a  splendid  traffic  position.  Write  quick  for  big,  new.  Illustrated  book 
describing  this  wonderful  training  In  detail.  Write  today.  Address  AMERICAN 
(•OMMKRTE  ASSOCIATION.  Dent.  21- A.  4043  Drexel  Blvd..  Chicago,  111. 


Eagle  "Mikado" 


Pencil  No.174 


Made  In  Five  Grades 


Regular  Length,  7  Inches 

Conceded  le  be  the  Finest  Pencil  made  for  general  use.  Fer  Sale  al  lour  Dealer 

EAGLE  PENCIL  COMPANY,  NEW  YORK 


ROUTE  YOUR  CARGO  VIA 

MOBILE,  ALA. 

SHORT  LINE  EXPORT  OUTLET 
From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 
Belfast,  Dublin  and  Bristol  Channel  Ports 


We  Solicit  General  Cargo 


S.  S.  "KERHONKSON" 

SC     "ACfllTNinPIA"    BRISTOL  «nd  GLASGOW 
.   3.       ArUUllLJrilA       or  substitute        —  Last  half  of  January 

SC    "EASTERN  SITM"  LivERPOOL.nd  MANCHESTER 
.   O.       CAO  I  ClVll    OU11       or  .ubitirul.   —   Isle  Uniurr.  early  Frbru.r, 

Waterman  Steamship  Corporation,  MALA:EI 

Our  Service  Backed  by  18  Years'  Experience 


J.  W.  ROBERTS.   PrMfdvnt 


FRED  PPrmjOHN,  Vlc*-Pr««id*nt 


STANLEY  WOOD.   S*<r*t*\ry-Tr>>*»ur«r 


The    Roberts  -  Petti  John  -  Wood    Corporation 


Mr.  Frtd  Pettljohn.  Vice  Presi- 
dent, has  prepared,  presented  and 
defended  transportation  cotU  and 
statistical  data  In  a  majority  of 
the  major  rate  case*  occurring 
during  the  past  fourteen  yean. 


Accounting    Service 

TRANSPORTATION  COSTS  and  RATE  CASE  STATISTICS 

Prepared  and  Presented  by  a  Corps  of  Experts 
Mill*  Building,  Washington,  D.  C.  Twenty  Ea*t  Jacktxm,  Chicago 
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Questions  and  Answers 


ttatbta  depet  question  legal  or 

?    that  it  may  appear  to  us  unwise  to  answer  or  that  mvo  ves  a 
tion  too  complex  for  the  kind  of  investigation  herem  contemplated. 
Address  Questions  and  Answers  Department 


affi 
SSStio 

Address  Questions  and  An 

TrsAc  imlM  Corporation,  Colorado  Building,  Washington,  D.  C. 


Where  a  wagonload   of  express  is  received  at  one  time  it 
is   impossible   to   hold   a   driver  until    each   package   is   opened 
and  checked  before  signing  for  delivery.     Our  receiving  system 
is   such   that   shipment  is   not   opened   until  original   invoice   : 
received  covering  same;   if  invoice  not  received  when  shipmen 
comes    in  case  of  express,  merchandise  may  be  checked  a  few 
days  later,  if  not  same  day;   in  the  meantime,  this  merchandise 
is  in  our  receiving  room  and  carefully  watched  by  us. 

You  will  agree  where  packages  are  wrapped  it  is  an  easy 
matter  for  persons  to  unwrap,  take  out,  and  rewrap,  without 
same  showing  any  outward  signs  of  pilferage  while  in  transit. 
Same  upon  delivery  being  signed  for  without  exception  by  our 
receiving  clerk,  our  local  agent  contends,  due  to  the  fact  (as  he 
terms  it,  without  exception)  he  cannot  entertain  our  claim,  can 
he  hold  the  receipt  in  this  matter? 

Answer-     As  to  shipments  involving  concealed  loss  or  dam- 

,  ages    the   carrier  is  liable  for  only   such  loss   or  injury  as  oc- 

curred  during  the  time  when  the  shipment  was  in  its  possession, 

Liability  of  Carrier  After  Constructive  I  and   ag  the  burden  of  proving  loss  or  damage  is  upon  the  owner, 

Illinois. — Question:  This  refers  to  an  opinion  handed  down  Jt  wjll  bg  necesgary  jn  making  out  a  prima  facie  case  against 
by  the  Supreme  Court  of  the  United  States  on  the  subject  of  the  carrler  to  prove  that  the  shipment  was  in  good  order  when 
"constructive  placement."  That  is,  that  where  a  carrier  had  received  by  tne  initial  carrier  and  in  bad  order  when  delivered 
published  in  a  tariff  duly  filed  with  and  approved  by  the  tQ  the  consignee.  if  the  loss  or  damage  is  not  discovered  until 

state  Commerce  Commission,  a  clause  providing  for  the  ser\  gomp   tlme   after  itg  recejpt   from  the   carrier,   then   the  owner 

of  a  written  notice  on  the  consignee  that  a  certain  car  is  being  mugt  a]gQ  prove  tnat  tne  loss  or  damage  did  not  occur  during 
held  subject  to  his  order  for  disposition  and  he  conformed  with  {he  perio(j  it  was  jn  nis  possession.  While  proof  of  this  fact  is 
the  requirements  of  such  tariff,  then  the  liability  of  the  carrier  somewnat  difficult,  claims  of  this  kind,  if  supported  by  proper 
as  common  carrier  ceases  and  liability  is  that  of  warehouseman,  j  j  proof  are  just  a8  vaij,i  as  any  other  kind.  To  make  out 
Excerpts  from  this  decision  were  published  in  The  Traffic  a  complete'  case>  there  should  be  proof  that  the  goods  were  not 
World  some  time  during  1917,  according  to  the  best  of  my  rec-  logt  injure(j  or  ptolen  while  in  the  possession  of  the  truckman 
ollection.  Unfortunately,  in  moving  from  our  old  quarters  to  and'that  there  was  no  opportunity  for  pilferage  while  the  goods 
our  present  quarters,  portions  of  our  files  of  The  Traffic  World  werg  -n  tne  warenouse  of  the  owner.  The  fact  that  the  goods 
and  our  files  relative  to  legal  opinions  became  displaced.  were  signed  for  as  being  in  good  order  when  received  from 

Would  it  be  possible  for  you  to  send  me  a  copy  of  The  tng  carrier  win  not  preclude  recovery  for  loss,  for  the  reason 
Traffic  World  referring  to  this  decision?  If  not,  can  you  advise  tnat  a  "Ciear»  receipt  is,  in  the  words  of  the  court  in  the  case 
me  the  title  of  the  case,  which  undoubtedly  will  enable  our  attor-  of  mears  vs.  R.  R.  Co.,  52  Atl.  Kept.  610.  a  piece  of  evidence,  and 

is  not  conclusive  of  the  fact  that  no  loss  or  damage  occurred 


Demurrage — Notice  of  Arrival 
Virginia. — Question:     A   car    of    feed   was    consigned   from 


Answer:     In  the  case  of  United  States  Selling  Co.  vs.  Pryor  ^hile" the"goods"were'"in  the  possession  of  the  carrier. 
et  al.,   243   Fed.   91,   it  was   held  that   the   defendant's   liability 
was  that  of  a  warehouseman,  only,  after  tender  of  delivery.     We 

do  not  locate  any  decision  of  the  United  States  Supreme  Court  ...= ^ 

passing  directly  on  this  question.     However,  in  the  case  referred  Philadelphia,   Pa.,   to   order  Jones   Milling   Co.,  notify   Smith   & 

to  a  writ  of  certiorari  was  denied  by  the  United  States  Supreme  Rogers,  Raleigh,  N.  C.     Smith  &  Rogers  are  brokers  in  another 

Court  in   245  U.   S.   663.  city  and  the  car  was  shipped  for  their  account,  delivery  being 

T=,V  or,  cshinm^nt.  to  Panarfa  intended  for  local  concern  at  Raleigh.     The  agent  of  the  deliver- 

Sh.pments  t,  carrier  he]d  tne  car  ftt  Ralelgh  for  twenty-eight  days  with- 

Ohio.— Question:     Please  advise  if  there  ever  has  been  any  out  making  effort  to  notify  Jones  Milling  Company  that  the  car 

ruling  requiring  tax  exemption  certificate  to  be  filed  when  mak-  wag   on  hand   at  his   station.     Something    like    $75   demurrage 

ing  shipments  direct  to  destination  in  Canada,  since  the  carriers  accrued  on  the  car   and  I  would  like  you  to  advise  me  if  Smith 

are  requiring  prepayment  in  full  on  all  such  shipments  moving  &  Rogers  can  be  heid  responsible  for  this  demurrage. 


on  through  bills  of  lading.  We  know  of  cases  where  railroad 
agent  in  the  States  has  collected  war  tax  on  that  portion  of 
prepay  charges  accruing  to  the  carrier  in  the  States  for  the  rea- 
son no  temporary  exemption  certificate  was  filed.  When  bill  of 
lading  is  made  through  to  destination  point  in  Canada,  we  con- 
tend this  is  prima  facie  evidence  that  same  is  an  export  ship- 
ment and  not  subject  to  any  war  tax  whatever. 

Answer:  Article  18  of  Regulations  49  (Revised)  of  the 
Treasury  Department  reads  in  part  as  follows:  "Charges  on 
freight  transported  from  a  point  within  the  United  States  to  a 
point  in  Canada  or  Mexico  under  a  through  bill  of  lading  or  a 
through  live-stock  contract  are  exempt  from  the  transportation 
tax,  and  temporary  exemption  certificates  and  certificates  of 
exportation  covering  such  shipments  will  not  be  required  when 
the  shipments  are  made  against  particular  contracts  or  orders 
and  not  against  foreign  requirements  certificates  and  which  do 
not  pass  through  pools  or  similar  arrangements,  provided  the 
shipper  in  the  United  States  retains  in  his  files  proof  of  the 
export  character  of  the  shipment,  and  provided  the  property  is 
delivered  to  a  foreign  carrier  for  delivery  to  a  place  in  Canada 
or  Mexico  without  stoppage  in  transit  in  the  United  States  for 
a  business  purpose;  and,  further  provided,  the  shipment  is  not 
divprtPd  or  reconsigned  while  in  transit  to  a  point  within  the 
t'nited  States." 

The  shipments  referred  to  therein  need  not  be  covered  by 


Answer:  Paragraph  2-B  of  section  E  of  rule  4  of  J.  E.  Fair- 
banks' Demurrage  Tariff  No.  4-A,  I.  C.  C.  No.  8,  provides  that 
when  freight,  other  than  perishable,  is  unclaimed  within  five 
days  from  the  first  7  a.  m.  after  the  date  on  which  notice  of 
arrival  has  been  sent  or  given  to  the  consignee,  a  notice  to  that 
effect  shall  be  sent  by  wire  to  the  consignor,  when  known,  at 
his  expense,  or,  when  not  known,  to  the  agent  at  point  of  ship- 
ment, who  shall  be  required  to  promptly  notify  the  shipper,  if 
known. 

Rule  7,  page  25,  of  Supplement  11  to  Consolidated  Classifica- 
tion No.  1,  states  under  what  condition  order-notify  bills  of  lad- 
ing will  be  issued.  The  shipper  evidently  made  an  error  in 
billing  his  car  "Notify  Smith  &  Rogers  at  Raleigh,  N.  C.,"  when 
that  firm  was  located  elsewhere,  this  no  doubt  being  the  cause 
of  their  not  receiving  the  notice  of  arrival  from  the  agent  at 
that  point.  If  this  is  true,  the  carrier  may  look  either  to  the 
consignor  or  consignee  for  the  demurrage  which  properly  ac- 
crued on  this  car,  but  as  to  whether  it  can  collect  the  full 
amount  of  $75  which  accrued,  depends  upon  whether  or  not  the 
carrier's  agent  complied  with  the  provision  of  the  demurrage 
tariff  referred  to  above  with  respect  to  giving  the  consignor 
notice  of  the  shipment  being  on  hand  unclaimed. 

Notation   "Tarpaulin"  Attached  on   Bill   of  Lading 
Ohio. — Question:     Will  you  please  advise  whether  or  not  the 


temporary  exemption  certificates  or  certificates  of  exportation.      carrler  is  justifled  in  declining  to  sign  a  bill  of  lading  carrying 


a  clause  "tarpaulin  attached,"  covering  freight  in  open-top  equip- 
ment? It  has  been  the  general  practice  in  the  past  to  place 
such  a  notation  on  bills  of  lading,  but  one  of  the  carriers  has 
now  declined  to  accept  them  with  this  notation. 

Answer:     We  are  not  aware  of  any  decisions  of  the  courts 


Liability  for  Concealed   Damages 

Ohio. — Question:  I  wish  to  take  up  a  question  through  your 
columns  which  seems  to  be  quite  an  obstacle  with  us,  in  getting 
spttlemrnts  and  adjustments  on  concealed  loss  claims  with  the 
American  Railway  Express  Company.  We  receive  quite  a  lot 

of  merchandise  via  express  and  have  a  few  concealed  loss  claims,  which  pass  upon  the  question  as  to  whether  the  carrier  can  be 
I   wish  to  be  very  fair  in   placing  liability,  and  on  practically  held  liable  for  the  loss  of  the  covering  for  freight  loaded  in  open- 
throe-fourths  of  our  concealed  loss  shipments,  upon  taking  up  top  equipment,  which  is  evidently  the  basis  for  the  desire  of  the 
with  the  shipper  and  asking  them  to  conduct  an  investigation,  shipper  to  place  the  clause  "tarpaulin  attached"  on  the  bill  of 
the  merchandise  in  question  was  found   to  have  been   omitted  lading.     In  fact,  the   whole  question  as  to  the  liability  of  the 
from  the  shipment.     Of  course,  this  is  done  before  claim  is  filed,  carrier  for  freight  loaded   in   open-top   equipment   is   in  a   very 
jwpver,  I  alwnyR  have  an  inspection  on  shipment  found  short,  unsettled  state,  there  being,  so  far  as  we  are  aware,  no  recent 
A'hprp  It  is  necpssary  to  file  a  claim  the  local  agent  invariably  decisions  which  define  definitely  the  rights  of  the  shipper  and 
back   as  follows:     "Due   to  the  fact   this   shipment  was  the  liabilities  of  the  carrier  with  respect  to  loss  or  damage  to 
filmed  for  without  exception,  I  will  thank  you  to  withdraw  your  freight  moving  in  this  type  of  equipment. 
claim,  I  cannot  entertain  your  claim  further,  etc."  In  tlve  bill  of  lading  case,  52  I.  C.  C.  761.  the  Commission 
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bad  under  consideration  clause  5  of  section  1  of  the  bill  of 
lading  relating  to  the  transportation  of  freight  in  open-top  cars 
and  said:  "We  are  of  the  opinion  that  the  exemption  stipulated 
for  in  the  present  and  proposed  bill  is  too  broad  and  too  greatly 
favors  the  carrier  to  be  entirely  just  and  reasonable.  Moreover, 
•we  think  it  falls  within  the  provisions  of  the  Cummins  amend- 
fent  so  far  as  it  seeks  to  exempt  the  carrier  from  liabilities 
with  which  it  would  be  charged  under  the  common  law.  To 
that  extent  it  would  be  Invalid  and  void.  To  the  extent  that  the 
carrier  would  escape  liability  at  common  law,  stipulation  is  un- 
necessary. We  shall  therefore  not  approve  either  the  rule  pro- 
posed by  the  carriers  or  the  substitute  offered  by  the  shippers 
for  inclusion  among  the  conditions." 

The  views  of  the  Commission  with  respect  to  this  question 
seem  to  be  that  as  to  goods  which  ordinarily  move  in  open-top 
cars,  the  carrier  cannot  limit  its  liability  and  is  liable  as  an 
insurer  for  the  safe  delivery  of  the  goods.  As  to  whether  its 
liability  would  extend  to  covering  used  by  the  shipper  in  pro- 
tecting such  freight,  we  are  not  prepared  to  say  at  this  time,  in 
the  absence  of  decisions  on  this  point. 

Overcharges—  Time  Within  Which  Claim  for,  Must  Be  Filed  with 

Commission 

New  York.—  Question:  On  page  1192  of  Volume  XXVI,  No. 
25,  you  have  printed  an  article  giving  information  as  to  "Claims 
for  Reparation"  on  file  with  the  Railroad  Administration.  We 
understand  that  the  claims  which  must  be  filed  with  the  Inter- 
state Commerce  Commission  before  March  1  constitute  all  claims 
except  overcharge  claims,  which  we  understand  can  be  presented 
whenever  an  overcharge  may  be  found.  Please  advise  if  we  are 
correct  in  this  matter? 

Answer:     The    Interstate    Commerce    Commission    will    not 

consider  any  claim  either  for  reparation  or  for  a  straight  over- 

charge unless  filed  within  the  two-year  period.     That  the  rule 

applies  to  overcharges  as  well  as  to  claims  for  reparation,  we 

refer  you  to  the  Commission's  decision  in  the  case  of  the  Cor- 

poration Commission  of  Oklahoma,  on  behalf  of  Futch  Bros    vs 

C.  C.  M.&  O.  Co.  et  al.,  32  I.  C.  C.  384,  on  page  385  of  which 

Commission  said:     "The  complainant  asks  reparation  to  the 

s  of  75  cents  per  100  pounds,  or  in  the  sum  of  $1  863  60 

which  includes  the  overcharge  referred  to  and  an  admitted  over- 

m  weight  between  Altus  and  Burkburnett.     The  cause 

action  on  account  of  those  overcharges,  which  aggregated 

28.61,  accrued  more  than  two  years  before  complaint  for  re- 

covery was  filed  with  this  Commission,  and  hence,  under  section 

6  of  the  commerce  act,  it  does  not  lie  with  us  to  afford  relief 

y  an  order  for  reparation.     It  does  not  follow,  however    that 

Pendants  are  on  this  account  relieved  from  their  o'bliga- 

Jt'e?>as  Prescrit>ed  in  section  6  of  tne  act-  to  adhere 

their  established  tariffs  by  neither  collecting  nor  retaining 

contained  "are  m°re  °r  l6SS  °F  different  than  the  rates  therein 

Reparation  Awarded  Only  Upon  Order  of  Commission 

Ohio.—  Question:     Shipment    of    bulk    apples    originated    at 

kamas,    Oregon   under   date   of   November   20th,    1919     was 

inally  consigned   to  ourselves  at   Columbus,   Ohio,   later  di- 

erted  to  West  Mansfield,  Ohio.  The  prevailing  rate  on  apples  in 

packages  at  the  time  this  shipment  moved  was  $1  25  per  100 

lowever,  investigation  develops  the  fact  that  the  proper  rate  to 

sa  rwro  r,s:  -ssst 


ages  we  would  have  been  compelled  to  pay  only  $328  58 

3  nave  had  considerable  correspondence  with  various  par- 

ith  the  carriers  interested,  and  have  even  filed  claim 

the  carriers  for  refund  on  this  shipment,  but  it  appears  that 

y  recourse  is  to  make  formal  complaint  with  the  Interstate 

C^SS.SSTS?10?'  Whi°h  °Ur  exPerience  has  taught  us  is  a 
expensive,  long  drawn  out  affair  and  we  feel  that  expense 

incurred  would  not  justify  us  in  doing  this 

t  in  writing  you  is  to  inquire  if  you  can  furnish  us 
nformation  whatever  as  to  the  manner  and  how  to  proceed 

questtn  buf  w'h  ?>$  'f  E8t  Part  °f  thiB  amount'  since  there  IB  no 
ion  but  what  this  is  a  very  plain  case  of  discrimination 

12  si  lu  *  Inasmuch  as  the  lawfully  published  rate,  namelv 

on  »!,*  MF        P?Und8>  aPPucat>le  °n  aPPles  in  bulk  was  assessed 

±"!fnK  *  «u?«tto».  the  Carriers  cannot,  except  that  they 

authorized  by  the  Interstate  Commerce  Commission  to  do  an 

TinfoZa  ^ock'f  Wfth  r  Commissi°n  eithTupTit^form^ 
'  re  Und  any  ot  tne  charge  collected  on  the 


Mixed  Carload  vs.  Carload   and   Less-than-carload   Shipment 

Minnesota. — Question:  Will  you  kindly  advise  if  it  is  per- 
missible to  ship  one  thousand  pounds  of  smoked  meat  at  the 
L.  C.  L.  rate  when  loaded  in  a  straight  carload  of  fresh  meat 
minimum  weight  20,000  Ibs.? 

Answer:  Under  application  of  Rule  10  of-  Consolidated 
Classification  No.  1,  a  mixed  carload  shipment  may  be  made  of 
the  articles  in  question  upon  which  charges  will  be  assessed  in 
accordance  with  the  provisions  of  Section  1,  2  or  3.  However 
if  the  aggregate  charge  upon  the  entire  shipment  is  less  on  basis 
of  carload  rate  and  minimum  carload  weight  for  one  of  the 
articles  than  on  basis  of  actual  weight  at  less  than  carload  rate 
for  the  other  article,  the  shipment  will  be  charged  for  accord- 
ingly under  the  provisions  of  Section  4. 

Express  or  Freight  Charges  on  Duplicate  Shipment 

Michigan. — Question:  It  has  been  our  practice  m  making 
claims  against  carriers  for  loss  or  damage  to  our  shipments,  when 
parts  to  replace  are  shipped  by  express,  to  charge  in  claim,  what 
the  freight  would  be  if  re-placements  were  shipped  by  freight,  in- 
stead of  charging  the  amount  of  express  paid. 

As  we  understand  the  McCaull-Dinsmore  Decision  carriers 
are  liable  for  the  full  actual  loss,  under  this  ruling  is  it  your 
opinion  that  shippers  can  include  in  claims  the  actual  amount  of 
charges  paid  on  replacements,  whether  shipped  by  express  or 
freight,  or  are  carriers  liable  only  for  freight  charges? 

Answer:  A  carrier  is  not  liable  for  the  express  charges 
paid  on  a  duplicate  shipment  fowarded  to  replace  one  that  was 
lost  or  damaged  by  the  carrier.  Such  damages  are  known  as 
special  or  speculative  damages,  that  is,  those  not  in  the  con- 
templation of  the  parties  when  making  the  original  shipment  and 
may  not  be  included  unless  the  carrier  had  notice,  at  the  time  the 
contract  of  carriage  for  the  original  shipment  was  made,  that 
such  damages  would  result  from  a  breach  of  its  contract  of  car- 
riage. This  likewise  applies  to  freight  charges  on  deplicate 
shipments  unless  a  carrier  has  by  tariff  provisions,  (which  the 
Commission  in  the  case  of  Larkin  Co.  vs.  Erie  &  N.  W.  Trans- 
portation Co.  et  al,  34  I.  C.  C.  108,  and  I.  &  S.  Docket  914,  Loss 
and  Damage  Freight  Replacement,  43  I.  C.  S.  257,  said  the  car- 
riers might  do)  provided  for  the  free  return  of  a  duplicate 
shipment. 

Change  In  Classification   Rates 

Illinois. — Question:  To  secure  a  change  in  the  classification 
of  a  commodity  moving  less  than  carload  in  Official  Classification 
territory  just  what  is  the  proper  procedure;  also  along  what 
lines  should  our  contention  be  based? 

Answer:  In  order  to  secure  a  change  in  the  rating  on  a 
commodity  moving  in  Official  Classification  territory,  you  should 
take  the  matter  up  with  the  chairman  of  the  Official  Classifica- 
tion Committee,  in  New  York  City  and  request  that  the  matter  be 
placed  upon  the  docket  of  the  Classification  Committee  for  con- 
sideration, furnishing  the  chairman  with  such  data  as  you  have 
or  may  be  able  to  secure,  which  will  go  to  show  that  the  present 
rating  is  higher  than  it  should  be  and  that  the  rating  which  you 
propose  should  properly  be  applied  on  the  article  in  question. 

As  to  what  information  should  be  furnished  the  carrier,  will 
depend  somewhat  upon  the  article  in  question,  but  in  general 
the  Committee  should  be  furnished  with  a  comparison  of  it 
with  other  commodities  of  like  transportation  characteristics; 
a  statement  of  the  manner  in  which  the  article  is  packed,  that  is, 
the  type  of  contained  or  package,  whether  set-up,  or  knocked 
down,  or  nested;  the  weight  compared  with  dimensions;  the 
value;  the  use  to  which  it  is  put;  the  articles  with  which  it  com- 
petes, and  any  other  information  of  a  like  character  which  will 
enable  the  Committee  to  determine  what  rating  should  be  prop- 
erly applied  on  the  article.  The  Committee  will,  after  consider- 
ing the  information  placed  before  it,  if  of  the  opinion  that  the 
application  has  merit,  place  the  matter  on  its  docket  and  the 
shipper  will  be  given  an  opportunity  to  appear  before  the  Com- 
mittee in  person  or  by  attorney,  if  he  so  desires,  to  present  to 
the  Committee  his  arguments  as  to  why  the  reduced  rating 
should  be  established  on  the  commodity. 

Carload  Rate  for  Carload  Service 

Ohio.— Question:  We  had  shipped  from  Macon,  Ga.,  on  the 
Southern  Railroad  to  Cleveland,  two  scrapers,  each  of  which 
were  shipped  on  separate  dates  and  loaded  on  separate  cars. 
The  shippers  in  making  the  shipments  showed  each  article  sepa- 
rately on  bill  of  lading,  such  as  scrapers,  roller,  sheave  wheels, 
etc.,  and  also  furnished  actual  weight  which  was  4782  Ibs  on  one 
car  and  7629  Ibs.  on  the  other. 

The  question  of  the  proper  rate  to  apply  on  these  two  ship- 
has    come    up,    the    railroad    company    having    assessed 
3  based  on  the  minimum  weight  at  carload  rate.    We  took 
exception  to  this  rate  and  paid  the  railroad  the  less  than  car- 
n       r™6  ^  actual  wei«nt-    We  used  Consolidated  Classification, 
Fage  207,  Item  19  and  20,  and  also  called  their  attention  to  Rule 
5  of  the  Consolidated  Classification,  which  is  applied  by  assess- 
the  less  than  carload  rate,  fourth  class,  to  Cincinnati  of  82 
cents  and  rule  25  beyond  of  44%  cents. 

We  claim  under  the  circumstances  that,  inasmuch  as  the 
rticles  were  itemized  on  the  bill  of  lading,  one  bill  of  lading 
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showing  actual  weight  on  entire  shipment  of  4782  Ibs.  and  the 
other  bill  of  lading  showing  actual  weight  and  also  weight  on 
each  article  separately  a  total  of  7629  Ibs.,  L.  C.  L.  rate  should 
apply. 

We  claim  that,  according  to  Official  Classification  where  ar- 
ticles are  Itemized  on  bill  of  lading  with  actual  weight,  that  we 
are  entitled  to  the  less  than  carload  rate  on  shipment,  although 
the  shipment  was  loaded  in  cars  by  shippers  and  accepted  by 
the  railroad  company  on  the  weights  furnished  on  bill  of  lading. 

Kindly  advise  if  we  are  not  right  in  the  matter,  and  also 
cover  the  legal  ruling  to  same. 

Answer:  The  Interstate  Commerce  Commission  has  in  sev- 
eral cases,  had  before  it  the  question  involved  in  your  com- 
munication and  has  ruled  that  where  shipments  are  tendered  to 
a  carrier  as  carload  shipments,  the  carload  rate  and  carload  mini- 
mum weight  must  be  assessed,  even  though  the  less  than  car 
load  rate  at  actual  weight  makes  a  lower  charge.  See  Dassow  & 
Sons  vs.  C.  M.  &  St.  P.  Ry.  Co.,  37  I.  C.  C.  711;  Sam  H.  Kyle  vs. 
M.  K.  &  T.  Ry,  42  I.  C.  C.  335;  Columbian  Iron  Works  vs.  So.  Ry. 
Co.,  45  I.  C.  C.  173,  and  Walter  Zelnicker  Supply  Co.  vs.  T.  &  O. 
C.  Ry.  Co.,  51  I.  C.  C.  133. 

In  these  cases  the  Commission  has  distinguished  a  carload 
shipment  from  a  less-than-carload  shipment  by  the  manner  in 
which  the  shipments  are  tendered  to  the  carrier  and  in  the  cases 
referred  to  above,  has  laid  particular  stress  upon  the  fact  that  in 
order  to  entitled  the  shipper  to  the  less-than-carload  rate  on  his 
shipment  it  is  essential  that  he  comply  with  the  provisions  of 
the  classification  with  respect  to  the  marking  of  less-than-carload 
freight,  which  are  now  carried  in  Rule  6,  page  4  of  Consolidated 
Classification  No  1.  In  the  instant  case,  unless  the  shipment 
fully  occupied  the  visible  capacity  of  the  car  in  which  it  was 
loaded,  in  which  case,  in  accordance  with  Section  2  (b)  of  Rule 
6  such  shipment  need  not  be  marked,  we  are  of  the  opinion  that, 
regardless  of  the  fact  that  the  weight  of  the  shipment  was 
shown  on  the  bill  of  lading,  the  carload  rate  must  be  paid,  unless 
each  package  or  each  piece  was  marked  in  accordance  with  the 
provisions  of  Rule  6. 

Notice  of  Claim  Cannot  be  Waived   by  Carrier 
Kentucky.  —  Question:     In   your   answer   to    "Tennessee"   in 
The  Traffic  World  of  December  18,  under  the  heading  "Notice 
of  Claim  Cannot  be  Waived  by  Carrier,"  you  state: 

"Inasmuch  as  through  error  of  filing  notice  with  the  Illinois 

Central   instead  of  the  Missouri  Pacific  R.   R.,  notice  was  not 

fen  to  the  latter  carrier  within  the  six  months'  period   pre- 

•ibed  on  the  Bill  of  Lading,  no  recovery  can  be  had  on  your 

claim. 

We  do  not  believe  you  have  taken  into  consideration  that  al- 
though one  of  these  shipments  originated  on  the  I.  C|  and  one 
on  the  M.  P.  R.  R.,  both  were  delivered  to  the  customer  at  desti- 
nation by  the  I.  C.  R.  R.  Therefore,  inasmuch  as  customer 
stated  he  notified  the  I.  C.  R.  R.  that  he  was  preparing  claim  ac- 
count of  damage  (I  am  assuming  that  he  quoted  the  freight  bill 
number  covering  the  shipment  that  was  damaged),  I  do  not  be- 
lieve the  M.  P.  R.  R.  are  justified  in  turning  down  the  claim 
simply  because  the  wrong  bill  of  lading  was  attached. 

However,  in  the  event  they  are  justified  in  turning  down  the 

c  aim,  would  not  the  customer  have  recourse  by  forwarding  the 

claim  to  the  delivering  carrier,  the  I.  C.  R.  R.,  to  whom  he  gave 

;e  of  the  damage  within  the  six  months'  period? 

In  addition  to  asking  you  to  publish  your  views  in  reference 

the  above,  I  would  also  like  to  know  if  it  is  necessary  that  in 

notifying  carrier  of  damage,  we  give  the  date  of  the  shipment 

name  of  the  shipper  and  point  of  origin?     It  has  been  our 

policy  on  receipt  of  damaged  shipments,  to  notify  the  delivering 

carrier  immediately  of  the  damaged  condition  of  the  shipment 

quotng  the  freight  bill  reference  and  expressing  our  intention 

g  claim  as  soon  as  we  can  secure  the  necessary  papers 

and  arrive  at  the  amount  of  damage. 

In  the  communication  of  Tennessee  it  is   stated 

M(          ,  ~6  8.^Pment8  wa»  routed  from  point  of  origin  via 

Missouri  Pacific  and  the  other  via  the  Illinois  Centrll,  and 

s  nothing  was  said  about  the  shipment  which  left  origin  via  tl 

Missouri   Pacific  having  been  delivered  by  the  Illinois  Central 

' 
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Illln0'8  Central  had   such  ^formation   as 
ldentlfy  the  8hiPm*nt,  the  mere  fact  that  the 


Ruling  510  the  Commission  states  that  it  is  of  the  opinion  thlt 


to  know  what  shipment  was  referred  to  by  the  wire.  It  seems 
to  us  that  the  giving  of  the  freight  bill  reference  to  the  deliver- 
ing carrier  and  notice  of  your  intention  to  file  a  claim  sufficiently 
describes  the  shipment. 

Carload  Rate  for  Carload  Service 

Missouri. — Question:  In  answer  to  question  from  Ohio, 
page  1225,  December  25,  1920  issue,  you  state  without  reserva- 
tion, the  rule  is:  "That  if  a  car  is  ordered  and  set  in  on  a  ship- 
per's siding  and  the  shipment  is  loaded  by  the  shipper  without 
complying  with  the  provisions  of  the  classification,  respecting 
the  marking  of  1.  c.  1.  shipments,  the  shipper  has  received  a  car- 
load service  for  which  a  carload  rate  must  be  paid." 

We  are  unable  to  agree  with  you  in  all  respects  with  regard 
to  what  constitutes  the  tendering  of  a  shipment,  as  either  a  car- 
load or  L.  C.  L.  lot. 

We  quite  frequently  encounter  difficulty  in  convincing  a 
carrier  of  the  unjustness  of  enforcing  such  a  rule  without  ex- 
ception. We  ask  that  the  following  be  given  consideration,  and 
if  you  agree  with  us  to  modify  your  remarks  above  referred  to, 
that  a  clear  understanding  may  be  had,  and  no  doubt  left,  as  to 
when  or  not  a  carload  rate  applies. 

Attention  is  directed  to  Consolidated  Classification  No.  1, 
Rule  27,  Section  2,  which  requires  the  shipper  to  load  and  the 
consignee  to  unload  heavy  and  bulky  articles  in  L.  C.  L.  lots. 
A  condition  precedent  to  loading  such  shipment  is  the  ordering 
of  a  car. 

Rule  29  provides  that  shipments  too  large  to  load  through 
the  side  door  of  a  36  foot  box  car,  will  be  charged  at  the  actual 
weight  and  rate  subject  to  minimum  charge  of  4000  pounds  at 
the  first  class  rate. 

As  an  illustration,  a  tank  12  feet  long  by  5  feet  in  diameter 
is  loaded  on  an  open  car,  the  actual  weight  of  which  is  4000 
pounds,  and  it  must  be  loaded  by  the  shipper.  It  is  our  conten- 
tion that  such  a  shipment  loaded  on  a  car  and  tendered  to  the 
carrier  without  other  freight  being  loaded  thereon,  and  without 
instructions  to  forward  through  to  destination  as  a  carload  ship- 
ment is  entitled  to  the  L.  C.  L.  rate,  even  though  we  ordered  a 
car  for  such  shipment,  and  showed  the  car  number  and  initial 
on  the  bill  of  lading  in  order  to  enable  the  switch  crew  to  pull 
the  same  from  our  siding. 

We  do  not  believe  the  mere  ordering  of  a  car,  or  showing 
the  car  number  and  initial  on  billing  in  this  case  precludes  us 
from  the  right  to  demand  the  L.  C.  L.  rate,  as  it  was  the  carriers 
privilege  to  load  more  freight  thereon,  if  they  saw  fit,  and  cer- 
tainly we  should  not  be  penalized  for  their  negligence. 

Answer:  In  our  answer  to  "Ohio"  on  page  1225  of  the  De- 
cember 25,  1920  issue,  we  said  that  carriers  do  not  ordinarily 
switch  cars  to  a  shipper's  plant  or  loading  place  to  receive  L.  C. 
L.  freight  and  this  statement  is  true,  but  like  all  rules  it  has  ex- 
ceptions and  the  instance  you  refer  to  is'  an  exception  to  this 
rule. 

The  Commission,  in  the  cases  referred  to  in  our  answer  to 
"Ohio"  has  really  passed  upon  only  one  phase  of  this  question 
and  it  is  therefore  difficult  to  say  what  view  it  would  take  of  a 
situation  such  as  you  describe. 

It  seems  to  us  though,  that,  inasmuch  as  the  Commission  has 
in  those  cases,  particularly  emphasized  the  fact  that  in  making 
less-than-carload  shipments,  if  the  shipper  orders  a  car  but 
wants  the  carrier  to  treat  his  shipment  as  an  L.  C.  L.,  and  not  a 
carload  shipment,  he  must  comply  with  the  marking  rules  of  the 
Classification,  the  Commission's  view  is  that  the  shipper  must 
give  the  carrier  some  notice  of  the  fact  that  he  intends  his 
shipment  to  move  as  an  L.  C.  L.  shipment  and  must  not  leave 
to  the  judgment  of  the  carrier  the  determination  as  to  what  the 
shipper's  wishes  are. 

Therefore,  unless  the  shipment  is  properly  marked  or  oc- 
cupies the  visible  capacity  of  the  car,  which  makes  marking  un- 
necessary, a  reasonable  requirement  would  be,  in  our  opinion,  a 
notation  on  the  bill  of  lading  or  such  other  notice  as  would  be 
sufficient  to  call  the  attention  of  the  carrier  to  the  fact  that  a 
less-than-carload  shipment  is  intended. 

Undercharges — Liability  of  Consignee  for 
Massachusetts. — Question:  There  appeared  in  a  recent  is- 
sue of  The  Traffic  World,  an  article  which  has  to  do  with  the 
collection  of  part  charges  due  a  carrier,  after  the  consignee  had 
taken  delivery  of  his  goods  and  paid  what  he  assumed  was  the 
freight  charges  covering  the  shipment. 

It  is  possible  that  I  am  in  error,  and  that  this  was  not  cov- 
ered in  your  paper,  as  I  am  unable  to  locate  the  article  after  a 
thorough  search.  I  believe  that  a  shipper  of  sugar  complained 
that  he  based  his  selling  price  on  original  invoice  value  plus 
freight  charges,  and  that  after  he  had  sold  a  shipment  he  re- 
ceived a  part  bill  for  balance  of  freight  charges  due.  This  being 
the  error  of  the  carrier  in  not  assessing  the  proper  rate  in  the 
first  place.  If  you  can  locate  the  case  by  this  description, 
would  you  be  good  enough  to  let  me  know  in  what  issue  of  The 
Traffic  World  it  appeared? 

Answer:     Under  the  law  the  carrier  must  collect   and   the 

rty  legally  responsible  must  pay  the  lawfully  established  rates, 

and  the  carrier  may  look  to  either  the  consignor,  as  the  party 
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Havana  Line 

MERCHANTS  AND  MINERS 
TRANSPORTATION  COMPANY 

(KnlnblUhrd   ISM) 

Norfolk — Newport  News — Havana 

A-l  Steel  S.  S.  "LAKE  FABYAN"  Ready  January  15 
A  Steamer January  31 

To  be  followed  by  other  Steel  Steamers  of  the  Fleet 

Shippers  will  avoid  many  difficulties  and  attend- 
ant losses  by  forwarding  their  business  via  this 
regular  established  line,  operating  fast  steel 
steamers. 

Through  export  bills  of  lading  issued  from  all 
interior  points. 

Cheaper  Rates  from  Interior  Points  via 
Norfolk  and  Newport  News 

For  Rates  and  Space  apply  to 

Atlanta,  Ga.  C.  S.  Buford,  Commercial  Agent 

Baltimore,  Md.  W.  W.  Tull,  General  Agent 

Boston,  Mass.  C.  H.  Maynard,  General  Agent 

Havana,  Cuba  M.  V.  Molanphy,  General  Agent 
Jacksonville,  Fla             •     C.  M.  Haile,  General  Agent 

Norfolk,  Va.  A.  E.  Porter,  General  Agent 

Philadelphia,  Pa  A.  L.  Bongartz,  General  Agent 

Pittsburgh,  Pa.  L.  T.  Fowler,  Commercial  Agent 

Providence,  R.  I  W.  H.  Miller,  General  Agent 

Savannah,  Ga.  R.  M.  Griffin,  Local  Agent 

A.  W.  GRAVES,  Manager,  Baltimore,  Md. 


CUNARD 

ANCHOR    ,. 

ANCHOR-DONALDSON 


Regular  Services 


NEW  YORK 
BALTIMORE 
MONTREAL 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 

ANTWERP 

HAMBURG 

MEDITERRANEAN 


Between 


and 


BOSTON 
PHILADELPHIA 
PORTLAND,  ME. 

LIVERPOOL 

SOUTHAMPTON 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 

LEVANT 


General  Offices  :  2  1  -24  State  St.,  N.  Y.  CM» 

Chicago  Office: 
Cunard  Bldg..  1 4O  N.  Dearborn  Street 

Philadelphia.     1300    Wal- 

Plttstmrgh,  712  Smlthfleld 

St. 

St.   Louli,    1135  Olive  St. 
San   Francisco.  501    Mar. 

ket   St. 

Seattle.    621    Second    Ave. 
Vancouver.    622    Hastings 

St.   W. 
Washington.    D.    C..    517 

14th   St.    N.   W. 
Winnipeg,   270   Main   St. 
Or   Local    Agents 


Atlanta.    55    N.    Foriythe 
St. 

Baltimore.    107    E.    Balti- 
more St. 

Boston,    126   State  St. 

Cleveland,     Hotel     Cleve- 
land  Bldg. 

Detroit,     35     Washington 
Blvd. 

Minneapolis.      Third     St. 
and    Second    Ave.,    So. 

Montreal,  20  Hospital  St. 

New   Orleans.    205  St 
Charles  St. 


UNDER 
AMERICAN  FLAG 


PASSENGERS 
AND  FREIGHT 


San  Francisco -Baltimore  Service 

(Freight  Only— Via  Panama  Canal) 

From  San  Francisco  and  Los  Angeles  to  San  Jose  de  Guatemala, 

La  Libertad,  Corinto,  Balboa,  Cristobal,  Cuban  and 

Porto  Rican  Ports  (Eastbound  only),  Savannah, 

Norfolk  and  Baltimore. 

S.  S.  "POINT  BONITA"  sails  January  18th 
S.  S.  "POINT  ADAMS"  sails  January  29th 
S.  S.  "CUBA"  sails  February  15th 

From   Baltimore  to   Cristobal,   Balboa,   Corinto,   La  Libertad, 
San  Jose  de  Guatemala,  Los  Angeles  and  San  Francisco 

S.  S.  "CUBA"  sails  January  10th 
S.  S.  "POINT  JUDITH"  sails  January  24th 

Trans-Pacific  Service 

"The  Sunshine  Belt  to  the  Orient" 
(Passengers  and  Freight) 

Sailings  from  San  Francisco  every  28  days  by  new  and 
luxurious  ships 

S.  S.  -ECUADOR"  S.  S.  "VENEZUELA"  S.  S.  "COLOMBIA" 

And  Fortnightly  Sailings  by  EIGHT  Freight  Steamers 
Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila  and  Hongkong 

Manila-East  India  Service 

(Passengers  and  Freight) 

Sailings  from  San  Francisco  bi-monthly  by 
S.  S.  "CREOLE  STATE"          S.  S.  "WOLVERINE  STATE" 

And  Monthly  Sailings  by  TWO  Freight  Steamers 

Direct  to  Honolulu,  Manila,  Saigon,  Singapore,  Honduras, 

Colombo  and  Calcutta 

Round-the-World  Service 

(Freight  Only) 
S.  S.  "WEST  KASSON"      S.  S.  "WEST  CONOB"      S.  S.  "ELKRIDGB" 

Regular  Monthly  Sailings 

San  Francisco,  Honolulu,  Yokohama,  Kobe,  Dairen,   Tientsin, 
Shanghai,  Manila,   Saigon,  Singapore,  Calcutta,  Colombo, 
Bombay,  Alexandria,  Bizerta,  Marseilles.  Barcelona, 
thence  Baltimore ,  Norfolk,   Cristobal,  Los  An- 
geles and  San  Francisco  via  Panama  Canal 

Panama  Service 

(Passengers  and  Freight) 
Sailings  from  San  Francisco  every  10  days  by 

S.  S.  "NEWPORT"  S.  S.  "SAN  JOSE" 

S.  S.  "CITY  OF  PARA"  S.  S.  "SAN  JUAN" 

S.  S.  "CUBA" 
To  Mexico,  Central  America  and  Canal  Zone 


Through  Bills  of  Lading  Issued  to  and  from  all  points 
beyond  ports 


The  Pacific  Mail  is  world  renowned  for  excellence  of  its 
service  and  cuisine 

Consult  Our  Office* 

Pacific  Mail  Steamship  Co. 

10  Hanover  Square,  508  California  St.,  400  Exchange  Place 
NEW  YORK         SAN  FRANCISCO        BALTIMORE 
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with  whom  the  contract  of  carriage  was  made,  or  the  consignee  Minneapo.is  Traffic  Club.    F.  B.  Townsend,  P 

for  all  or  any  part  of_the  charges  wWchtave  not  been  paid.       "n^ecy      ^^  ^    ^  ^.^  preg  .        R 

New  England  Traffic  Club,  Boston.    William  Garcelon,  Pres.; 
A.  Anderson,  Secy. 

New  York  Traffic  Club.     R.  J.  Menzies,  Pres.;   C.  A.  Swope, 


1J1        i   !!••      tttOC      */i      *   .      *~"       •  «  , 

page  1396  of  the  December  20,  1919  issue  of  The 

?hf  Supreme  Court  of  the  United  States  held  that  the  consignee 

was  liable  for  the  payment  of  the  remaining  part        the  legal 

rate  upon  merchandise  received  by  him,  notwithstanding  * 

that  the  carrier  collected  only  part  of  the  charges  upon 

of  the  shipment. 

TRAFFIC  CLUBS 

changes'  or^ddttions  of  wmchlhey  have  any  knowledge.) 

Akron  Traffic  Association.     S.  J.  Witt,  Pres.;    H.   L.   Sova- 

>0lB!mmore-Trafflc  Club  of  Baltimore.    W.  W.  Tingle,  Pres.; 

'fiattle   Cr«ek '(Mich.)    Traffic   Club.     E.    C.   Nettels,   Pres.; 
Eugene  Wallace,  Secy.-Treas. 


Boston    Mass.— The  Association  of  Railway  and  Steamboat      Roberts,  Secy. 

'  -n  .          I-l  (  *~1_1  .-.I**  r.  QtlftlT     - 


New  York    N    Y. — Traffic  Club  of  the  Queensboro' Chamber 
of  Commerce.'  E.'  J.  Tarof,  Pres.;   P.  W.  Moore,  Secy. 

Omaha — Traffic   Managers'   Committee,   Omaha   Chamber  of 
Commerce.     C.  E.  Childe,  Chairman:   W.  F.  Crosby,  Secy. 

Peoria  Transportation  Club.     C.  H.  Gillig,  Pres.;  O.  B.  Eddy, 
Secy.-Treas. 

Philadelphia  Traffic   Club.     J.   A.  Tait,   Pres.;    W.  H.  Mont- 
Philadelphia—Commercial  Traffic  Managers  of  Philadelphia. 
W    B.  Grieves,  Pres.;   T.  Noel  Butler,  Secy. 

Pittsburgh  Traffic  Club.     W.  W.  Blakely,  Pres.;   F.  A.  Lay- 
man, Secy. 

Pittsburgh   Traffic   and    Transportation   Association.     S.    I 
Hosmer,  Pres.;  R.  F.  Hell,  Recording  Secy. 

Portland  Transportation   Club.     E.   M.   Burns,  Pres.;    W.  O. 


Agents  of  Boston.  Willard  Massey,  Pres.;  S.  A.  Colpitts,  Secy.- 
Treas. 

Brooklyn.  Traffic  Club.  P.  L.  Gerhardt,  Pres.;  C.  A. 
Schleicher,  Secy. 

Buffalo  Industrial  Traffic  Club  of  the  Niagara  Frontier. 
E  J.  Sheridan,  Pres.;  W.  J.  McKibbin,  Secy. 

Buffalo  Transportation  Club.  E.  E.  Tanner,  Pres.;  F.  J. 
O'Connor,  Secy. 

Chicago  Traffic  Club.  E.  L.  Dalton,  Pres.;  E.  S.  Buckmas- 
ter,  Secy. 

Cincinnati.— Traffic  Club  of  the  Chamber  of  Commerce. 
W  H  Lockwood,  Chairman;  Sam  Herndon,  Secy. 

Cleveland  Traffic  Club.     C.  T.  Stripp,  Pres.;   F.  A.  Gideon, 


Columbus,  Ohio. — Traffic  Club  of  the  Columbus  Chamber  of 
Commerce.  W.  E.  Page,  Pres.;  C.  L.  Kelly,  Secy. 

Cortland,  N.  Y.— Industrial  Traffic  Club  of  Cortland.  H.  B 
Darling,  Chairman;  H.  F.  Johnson,  Secy. 

Decatur  (111.)  Transportation  Club.  R.  L.  Rees,  Pres.;  T. 
0.  Burwell,  Secy. 

Denver  Commercial  Traffic  Club.  T.  A.  Dinkel,  Pres.;  C.  J. 
Hotchkiss,  Secy. 

Detroit  Transportation  Club.  H.  H.  Hamill,  Pres.;  T.  R. 
Cochrane  Secy. 

Elmira  (N.  Y.)  Traffic  Club.  J.  J.  Delaney,  Pres.;  J.  C. 
Field,  Secy. 

El  Paso  Traffic  Club.  J.  D.  Neely,  Pres.;  Geo.  Deck,  Secy.- 
Treas. 

Erie  Traffic  Club.  H.  W.  Sherwood,  Pres.;  M.  W.  Eismann, 
Secy. 

Fort  Wayne,  Ind.  Traffic,  Transportation,  and  Waterways 
Bureau  of  the  Chamber  of  Commerce.  H.  E.  Fairweather, 
Chairman;  E.  C.  Miller,  Vice-Chairman. 

Fort  Worth  Transportation  Club.  E.  C.  Price,  Pres.;  E.  B. 
Wyatt,  Secy. 

Freeport,  111. — Greater  Freeport  Traffic  Club.  W.  H.  Jenner, 
Pres.;  F.  F.  Pepperdine,  Secy. 

Grand  Rapids  Traffic  Club.  E.  L.  Ewing,  Pres.;  J.  C.  Quin- 
lan,  Secy. 

Green  Bay  (Wis.)  Traffic  Club  of  the  Green  Bay  Association 
of  Commerce.     F.  Hurlbut,  Pres.;  W.  J.  LaLuzerne,  Secy.-Treas. 
Holyoke,  Mass. — Shippers'  Round  Table  of  Western  Massa- 
chusetts Traffic  Men.     C.  E.  Mohan,  Chairman;   W.  B.  Rogers. 
Secy. 

Houston  Traffic  Club.  J.  F.  Hennessy,  Jr.,  Pres.;  E.  L.  Wil- 
liams. Secy. 

Indianapolis  Transportation  Club.  F.  B.  Humiston,  Pres.; 
T.  A.  Lamoureux,  Secy. 

Jackson  (Mich.1  Traffic  Club  of  the  Jackson  Chamber  of 
Commerce.  'W.  P.  Hobart,  Pres.;  H.  A.  Plummer,  Secy. 

Jacksonville  Traffic  Club.  James  F.  Mead,  Pres.;  F.  C.  Saw- 
yer, Secy.-Treas. 

Jamestown,  N.  Y. — Traffic  Club  of  the  Jamestown  Board  of 
Commerce.     J.  H.  Dasher.  Pres.:   H.  W.  Chapman.  Secy- 
Kansas  City  Traffic  Club.     Frank  M.  Cole,  Pres.;   Fred  B. 
Blair.  Secy.-Treas. 

Lansing  (Mich.)  Traffic  Club.  K.  P.  Hodges,  Pres.;  J.  T. 
Ro.«g.  Secy.-Treas. 

LOT  Angeles  Transportation  Association.  C.  G.  Krueger, 
Pres.:  C.  V.  Means,  Secy. 

Louisville  Transportation  Club.  C.  R.  Long,  Pres.;  W.  T. 
Vandenburg,  Secy. 

Mansfield,  O.,  Traffic  Managers'  Division  of  the  Manufactur- 
ers1 Club.  W.  H.  Ougler.  Chairman;  W.  T.  Leonard,  Secy. 

Memphis  Traffic  and  Transportation  Club.  J.  M.  Walsh, 
Pres.:  C.  V.  Mean.",  Secy. 

Milwaukee  Traffic  Club.  H.  W.  Ploss,  Pres.;  F.  T.  Fultz, 
Serv.  * 


Providence,  R.  I.— Traffic  Club  of  the  Providence  Chamber 
of  Commerce.  E.  E.  Salisbury,  Chairman;  E.  C.  Southwick, 
Secy. 

"Ridgeway,  Pa.— Traffic  Club  of  Elk  County.  W.  H.  Grant, 
Pres.;  C.  L.  Bishop,  Secy. 

Roanoke  (Va.)  Traffic  Club  of  the  Association  of  Commerce. 
H  S  Dance,  Pres.;  J.  T.  Preston,  Secy. 

Rochester,  N.  Y.— Traffic  Council  of  the  Rochester  Chamber 
of  Commerce.  H.  B.  Cash,  Chairman;  C.  A.  Higbie,  Secy. 

Salt  Lake  City  Transportation  Club.  A.  R.  McNilt,  Pres.; 
R.  E.  Rowland,  Secy. 

San    Francisco   Transportation    Club.     A.    A.    Moran,    Pies. 
R.  G.  Guyett,   Secy. 

San  Francisco  Traffic  Club.     W.   T.  Bozeman,  Pres.;    L.  I> 
Bradshaw,  Secy. 

Scranton,  Pa.— Traffic  Club  of  the  Scranton  Board  of  Trade. 
T.  R.  Brooks,  Chairman;  F.  J.  Hoffman,  Secy. 

Seattle  Transportation  Club.  F.  W.  Graham,  Pres.;  E.  W. 
Mosher,  Seey.-Treas. 

Sioux  City,  la. — Traffic  Managers'  Club  of  Sioux  City.  J.  P. 
Haynes,  Pres.;  R.  R.  Wigton,  Secy. 

South  Bend  Traffic  Club.  F.  S.  Montgomery,  Pres.;  G.  S. 
Hess,  Secy.-Treas. 

Spokane  Transportation  Club.  V.  G.  Shinkle,  Pres.;  R.  W. 
Franklin,  Secy. 

St.  Louis  Traffic  Club.  A.  D.  Aiken,  Pres.;  J.  R.  Be.ll. 
Secy. 

Syracuse  Traffic  Club.    C.  R.  Berry,  Pres.;  W.  J.  O'Neil.  Secy. 
Toledo  Transportation  Club.     W.  O.  Hoist,  Pres.;  J.  J.  Lynch, 
Secy. 

Trenton  (N.  J.)  Traffic  Club.  M.  D.  Warren,  Pres.;  F.  J. 
Quick,  Secy. 

Troy,  N.  Y.— The  Traffic  Club,  Inc.,  of  Troy.  W.  J.  Cipperly, 
Pres.;  H.  A.  Zeff.  Secy. 

Tulsa    Transportation    Club.      J.    A.    Bernier,    Pres.;    E. 
Kitching,  Secy. 

Waco  Traffic  Club  C.  H.  Carringer,  Pres.:  Lloyd  Bailey, 
Secy. 

Washington  Traffic  Club.  C.  E.  Phelps,  Pres.;  J.  T.  M.  Du- 
vall,  Actina  Serv 

Wheeling  (W.  Va.)  Traffic  Club.  W.  H.  Higgins,  Pres.;  A. 
W.  Dowler,  Secy. 

Wichita  Traffic  Club.  G.  P.  Nissen,  Pres.;  H.  G.  Walls. 
Secy. 

Worcester  (Mass.)  Traffic  Association.  H.  A.  Rousseau, 
Pres.:  J.  H.  Lane,  Secy. 

York  (Pa.)  Traffic  Club.  R.  H.  Immel,  Pres.;  J.  F.  Baird, 
Secy.-Treas. 


VA.    BLUE    RIDGE    NOTES 

In  nine  finance  docket  applications,  numbered  from  1149  to 
1157,  the  Virginia  Blue  Ridge  Railway  has  asked  for  authority 
to  issue  short-term  notes,  the  proceeds  to  be  applied  either  in 
payment  of  overdue  or  soon  to  be  due  notes.  In  1149.  the 
company  asked  authority  to  issue  a  four-month  note  at  8  per 
cent  for  $3,000  to  pay  a  note  of  like  amount  due  August  9  last; 
in  1150  it  asked  to  be  allowed  to  issue  a  note  for  $18,500,  at  6 
per  cent,  due  in  four  months,  to  pay  a  note  due  August  2  last: 
in  1151,  to  issue  a  four  months'  note  for  $6,500,  with  $8.000 
worth  of  first  mortgage  bonds  as  collateral,  to  pay  a  note  due 
August  12:  in  1152,  a  similar  note,  due  on  the  same  date;  in 
1153.  a  note  for  $1,000,  at  6  per  cent,  to  pay  an  overdue  note; 
in  1154,  to  issue  a  four  months'  note  for  $5,000.  at  6  per  cent,  to 
pay  a  note  due  January  9,  1921:  in  1155,  to  issue  a  note  for 
$13.000  for  four  months,  at  6  per  cent,  to  pay  an  overdue  note 
for  like  amount;  in  1156.  a  four  months'  note  for  $8,500,  interest 
not  stated,  to  pay  a  note  due  January  12,  1921:  and  in  1157,  to 
issue  a  note  for  $4,500,  due  in  six  months,  at  6  per  cent,  to  pay 
an  overdue  note. 
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R.  B.  YOUNQ,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 


312-314-316  WILLIAMSON  STREET 


P.  0.  Box  985 


General      Storage  —  Re-Consigning  —  Distributing.      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities— Custom  Houme 
Broker* — Track    Connections    with    all     Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phone  No.  4883  SAVANNAH,  GA. 


CARLSON'S  INDUSTRIAL 

Traffic  Managers'  College 

Top  Floor  Tribune  Bldg.,  New  York,  N.  Y. 

Practical  Instructions  riven  by  Expert  Traffic  Managers.  No 
Theory,  actual  use  of  tariffs  as  applied  to  Domestic,  Import  and 
Export  Shipping.  TEXT  MATTER  Includes  Important  chances  In 
Rules  and  Regulations,  up  to  date,  In  loose-leaf  form. 

Night  _Classes.  Personal  Instructions  by  Mall. 


Prospectus    Free. 


Correspondence    Solicited 


CINCINNATI,  OHIO 

J.  C.  BUCKLES  TRANSFER  COMPANY 

67  Plum  Street 

FREIGHT  FORWARDING  AND  TRANSFER  AGENTS 

Distributors  and  Forwarders  of  Pool  Cars  a  Specialty 
Both  Team  and  Motor  Truck  Service.    Also  Export  Freight  Contractors 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 

PORTLAND,      OREGON 

OREGON  TRANSFER  COMPANY 

Established  In  1868 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

No  switching  charge  on  carload  shipments. 


SEATTLE  TRANSFER  CO. 


123  Jackson  St. 


Seattle,  Wash. 


Quick  Distribution  of  all  Pool  Cars 
100,000  sq.  ft.  of  warehouse  space 
Warehouse-men  and  forwarders. 


ROCHESTER.  NEW  YORK 

General  Storage      Forwarding      Carload  Distribution 

Excellent  facilities  for  reablpplna;  without  cartage.  Insurant*  rats 
12  cents.  Members  of  American  Warehousemen's  AMoelatton  ana~ 
American  Chain  of  Warehouses. 

Write  for  particulars. 
B.    R.    oV    P.    WAREHOUSE.    Inc.  KINO    AND    MAPLSJ    »T«. 

EL  PASO,  TEXAS 

GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  So..  Ft.  Floor  Spice  —  Fireproof  —  Bonded  —  $200,800  Capital 


PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  Monthly  Service          A-l  Steamers 

MOBILE  to  ANTWERP 
HAVRE  and  BORDEAUX 

St.  Louis  Office:    1527  Pierce  Building 

IRVING  H.  HELLER,  Manager 
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Digest  of  New  Complaints 

1 - •• 

No.  11993,  Sub.  1.  Birmingham  Kail  and  Locomotive  Co.,  North  Bir- 
mingham. Ala.,  vs.  A.  C.  L.  et  al.  .. 
rnrciiDoiiiihlc.  unjust,  unjustly  discriminatory  and  unduly  pret 
erentlal  and  prejudicial  rates  on  steel  rails  from  Cannons,  b.  C.. 
to  Birmingham.  AIM.  Asks  reuse  and  desist  order,  just  and  reason- 
able rates  and  reparation.  T  _ 

No.  12014.    Kquity  Co-operative  Packing  Co.,  Haggart,  N.  D..  vs.  J.  B. 

1  ^njiislf Unreasonable    and    unduly    preferential  'rates   on    fresh 

meat   and  packing  house   products   from   Haggart,   N.   D.,    to   bt. 

Paul  and  Duluth,  Minn.     Asks  reparation. 
No.  12015.     DuPont  Engineering  Co..  Wilmington,  Del.,  vs.  John  Bai- 

ton  Payne,  agent. 

Unjust   and   unreasonable    rate   on   gravel    from    Grand    Rapids, 

Mich.,  to  Detroit,  Mich.     Asks  reparation. 
No.  12016.     San  Diego  &  Arizona  Ry.  Co.  vs.  A.  T.  &  S.  F.  et  al. 

Unjust   and   unreasonable   rates   on   two   motor  cars   on   wheels 

from  Minneapolis.  Minn.,  to  San  Diego,  Cal.    Asks  reparation. 
No.    12017.     St.    Louis-San   Francisco   Ry.   Co.   vs.   East   St.    Louis   & 

Suburban  Ry.  Co.  et  al.  .  . 

Unreasonable,    unjustly   discriminatory   and   unduly   preferential 

rates  on  coal  from  stations  in  Illinois  to  St.  Louis,  Mo.     Asks  just 

and  reasonable  rates,  also  just,  reasonable  and  equitable  divisions 

of  joint  through  rates  and  adjustment  of  charges  cpllected. 
No.  12018.     City  of  New  Albany,  Ind.,  et  al.  vs.  Louisville  &  Northern 

Ry.  and  Lighting  Co. 

Unjust  and  unreasonable  passenger  fares  between  New  Albany. 

Ind..   and   Louisville,    Ky.     Asks   for   establishment   of   fare   of  7c 

Instead  of  lOc. 
No.  12018,  Sub.  No.  1.    Chamber  of  Commerce  of  New  Albany.  Ind.,  vs. 

Same. 

Same  complaint.    Asks  just  and  reasonable  rates. 

No.   12019.     Ault  &  Wiborg  Co.,  Conclnnati.  vs.  C.  M.   &  St.  P.  et  al. 
Against  rates  on  news  print,  book  and  other  kinds  of  paper  from 

Ladysmith,   Wls.,   Kalamazoo.   Mich..   Urbana,   O.,    and   Hamilton. 

O.,  to  Pacific  coast  ports  on  various  dates  in   1918  and  1919,   for 

export,  as  unjust,  unreasonable  and  unjustly  discriminatory.    Asks 

for  reasonable  rates  and  reparation. 
No.  12020.    Monitor  Stove  Co.,  Cincinnati,  vs.  Payne,  Canadian  Pacific 

et  al. 

Unreasonable  and  unjustly  discriminatory  rates  on  complain- 
ant's furnaces  from  Cincinnati  to  Seattle,  Tacoma  and  Spokane. 

Asks  for  reasonable  rates  and  reparation. 
No.  12021.    Excelsior  Shook  and  Lumber  Co.,  New  York,  vs.  S.  A.  L. 

Unjust  and  unreasonable  demurrage  charges  on  lumber  at  Nor- 
folk by  reason  of  alleged  carrier  failure  to  notify  of  arrival.  Asks 
for  reparation. 

No.  12022.  New  England  Paper  and  Pulp  Traffic  Assn.  et  al.,  Boston, 
vs.  Hoosac  Tunnel  &  Wilmington  et  al. 

Against  combinations  of  locals  of  Hoosac  Tunnel  &  Wilmington 
and  Boston  &  Maine  to  and  from  Monroe  Bridge,  Mass..  Reads- 
boro  and  Mountain  Mills.  Vt.,  as  unjust  and  unreasonable.  Asks 
for  just  and  reasonable  joint  rates. 

No.  12028.  Public  Service  Commission  of  Oregon  vs.  Nor.  Pac.  Ter- 
minal Co.  et  al..  Portland,  Ore. 

Asks  for  an  order  requiring  continuance  of  use  of  terminal  facili- 
ties of  principal   defendant   by  the  Great   Northern   and   the   Spo- 
kane,   Portland    &    Seattle:    also    preliminary    order    requiring    con- 
tinuance of  use  pendente  lite. 

No.  12023.  Ellison-White  Chautauqua  System,  Portland,  Ore.,  vs.  J.  B. 
Payne  as  agent  et  al. 

Unreasonable  and  unduly  prejudicial  fares  and  charges  in  con- 
nection with  transportation  in  baggage  cars  of  chautauqua  equip- 
ment between  points  of  origin  In  Illinois  to  various  interstate  des- 
tinations In  Louisiana.  Texas,  Arizona,  Utah,  California.  Oregon, 
Montana,  North  Dakota,  Minnesota,  Wisconsin,  Idaho  and  Nevada. 
Asks  just  and  reasonabl  fares  and  charges  and  reparation. 

No.  12024.  Arizona  Packing  Co.  et  al..  Cactus,  Ariz.,  vs.  John  Barton 
Payne. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  preju- 
dicial and  unduly  preferential  rates  on  rock  (crushed  or  broken), 
sand  and  gravel,  originating  at  Tempe.  Ariz.,  and  consigned  to 
Portland,  Ariz.,  between  August  15,  1919,  and  February  28,  1920. 
Asks  reparation. 

No.  12025.  Chicago  Roller  Co.  et  al.,  Chicago,  vs.  A.  T.  &  S.  F.  et  al. 
Alleges  that  the  charging  of  a  rate  higher  than  fourth  class  on 
printers'  rollers,  returned,  with  old  elastic  composition  on  them, 
U  unjust  and  unreasonable,  unjustly  discriminatory  and  unduly 
prejudicial  to  shippers  of  Iron  cores,  commonly  known  as  rollers 
returned  for  recovering.  Asks  reparation. 


A.   C.   L.    EQUIPMENT   PURCHASE 

The  Commission  has  authorized  the  Atlantic  Coast  Line 
Railroad  Company  to  execute  an  equipment  trust  agreement  with 
the  Safe  Deposit  &  Trust  Company  of  Baltimore,  under  which 
$4.500,000  of  trust  certificates  will  be  issued  to  be  applied  on 
the  purchase  of  equipment,  the  total  cost  of  which  is  given  as 
$6.220,000. 


LOAN   TO   W.   B.  &  S. 

The  Commission  has  approved  a  loan  of  $90,000  to  the  Wil- 
mington, Brunswick  &  Southern  Railroad  Company  to  aid  the 
carrier  in  meeting  its  maturing  indebtedness  and  providing  itself 
•with  additions  and  betterments  to  way  and  structures  at  a  total 
estimated  cost  of  $125,000.  The  carrier  itself  is  required  to 
finance  about  $35,000  to  meet  the  loan  of  the  government. 

MICHIGAN  CENTRAL  NOTES 

The  Michigan  Central  Railroad  Company  has  been  au- 
thorized by  the  Commission  to  Issue  fifteen  6  per  cent  prom- 
issory notes  of  $262,000  each,  payable  to  the  order  of  the 
New  York  Central  Railroad  Company,  for  a  loan  aggregating 
0.000,  the  proceeds  to  be  used  by  the  applicant  in  the  pro- 
curement of  new  equipment  and  for  additions  and  betterments 
to  existing  equipment.  The  order  also  authorizes  the  Michigan 


Central  to  issue  one  ten-year  G  per  cent  promissory  note  for 
$613,000,  payable  to  the  New  York  Central,  the  proceeds  to  be . 
used  for  additions  and  betterments  to  way  and  structures,  and 
also  to  issue  $507,000  of  6  per  cent  refunding  and  improvement 
mortgage  bonds  and  to  pledge  the  same  with  the  New  York 
Central  as  security  for  the  aforesaid  note  of  $613,000.  The  appli- 
cant proposes  to  procure  new  equipment  at  an  estimated  cost 
of  $8,180,000,  of  which  $6,135,000  has  been  provided  under  the 
.New  York  Central  equipment  trust  of  1920. 


PERMISSION    TO    ABANDON    LINE 

The  Atlanta  &  St.  Andrews  Bay  Railway  Company  has  filed 
an  application  with  the  Commission  asking  authority  to  abandon 
2.64  miles  of  road  between  Panama  City  and  Saint  Andrews,  Fla. 
Small  volume  of  business,  insignificant  amount  of  revenue 
earned  and  serious  and  continuous  deficits  are  the  reasons  given 
for  the  desire  to  abandon  the  property. 


C.,   ST.    P.,    M.   &    O.    NOTE 

The  Chicago,  St.  Paul,  Minneapolis  &  Omaha  Railway  Com- 
pany has  applied  to  the  Commission  for  authority  to  execute 
and  deliver  to  the  Chicago  &  North  Western  Railway  Company 
a  promissory  note  of  $1,000,000  in  renewal  of  a  note  of  like 
amount  now  held  by  the  latter  company  and  maturing  Decem- 
ber 31,  1920,  and  also  for  authority  to  repledge  as  collateral 
security  therefor  $1,200,000  of  its  debenture  gold  bonds  of  1930. 
The  note  will  bear  6  per  cent  interest. 


CERTIFICATE    OF    CONSTRUCTION 

A  certificate  authorizing  it  to  construct  a  connecting  line  of 
railroad  between  Greenville  and  Commerce,  Texas,  is  requested 
in  a  petition  filed  with  the  Commission  by  the  Texas  Midland 
Railroad.  The  line  will  be  approximately  14  miles  long.  It  also 
asks  permission  to  retain  the  excess  earnings  on  the  new  part 
of  the  road  under  the  terms  of  the  transportation  act. 


B.    &   O.    NOTES   AND    BONDS 

The  Baltimore  &  Ohio  has  been  authorized  by  the  Commis- 
sion to  issue  $20,570,629.30  of  its  conditional  sale  purchase  notes 
in  conditional  purchase  of  equipment  under  the  terms  of  a  con- 
tract entered  into  pursuant  to  the  National  Railway  Service  Cor- 
poration's Equipment  Trust;  to  assume  liability  as  guarantor 
in  respect  of  an  obligation  of  the  National  Railway  Service  Cor- 
poration to  the  United  States  for  a  loan  of  $5,200,000,  which  has 
been  approved  by  the  Commission,  and  to  pledge  $3,250,000  of 
refunding  and  general  mortgage  bonds  as  security  in  part  for 
the  performance  of  obligations  under  the  equipment  trust.  In  a 
separate  order  the  Commission  also  authorized  the  B.  &  O. 
to  nominally  issue  and  hold  in  its  treasury  $7,586,000  of  its  re- 
funding and  general  mortgage  bonds,  and  to  issue  and  pledge 
$363,000  of  other  of  its  bonds  as  additional  collateral  security 
to  its  refunding  and  general  mortgage  bonds. 

K.  &  M.  NOTE 

The  Kanawha  &  Michigan  Railway  Company  has  been  author- 
ized by  the  Commission  to  issue  a  ten-year  6  per  cent  note  for 
$256,000  payable  to  the  order  of  the  New  York  Central,  the  pro- 
ceeds to  be  used  for  additions  and  betterments  to  roadway  and 
structures  and  for  rebuilding  equipment. 

CIN.  NORTHERN   NOTE 

Authority  has  been  granted  to  the  Cincinnati  Northern  Rail- 
road Company  by  the  Commission  to  issue  a  ten-year  promissory 
note  for  $113,000  payable  to  the  C.  C.  C.  &  St.  L.,  the  proceeds 
to  be  used  for  additions  and  betterments  to  roadway  structures 
and  to  equipment. 


NEW  BRIDGE  AT  CINCINNATI 

The   Cincinnati,   New   Orleans,   and   Texas   Pacific   Railway 

Company,   as   lessee   of  the   Cincinnati   Southern   Railway    has 

been  authorized  by  the  Commission  to  assume  the  obligation  of 

cSSSS:  "  »Wltl°nal  rental,  the  interest  on  not  exceeding  $3,- 

00,000  of  five  per  cent  gold  bonds  of  the  city  of  Cincinnati   and 

'f  paying  1  per  cent  annually  of  the  principal  of  the  bonds  to 

? TQK.?  %£     *mg  fund  for  tneir  redemption  at  maturity,  July 

,'     T^e  transaction  authorized  is  in  connection  with  the 

financing  ot  the  cost  of  a  new  railroad  bridge  over  the  Ohio 


LOAN    FOR   TENNESSEE   CENTRAL 
^SS+te  ,?entral    Railroad    Company    has    filed    an 
from  th  S      6t  Commission  asking  for  a  loan  of  $3,000.000 

^hl  n,fr  >,          ?*,  revolvine  fund-    The  money  would  be  used 
eria?  t«P  ™  if"6  °f  Iocomotives.  cars,  rail,  other  track  and  ma- 
The    J2«S£?   nec.essary   improvements,   the   applicant   states, 
cant  sa™  tn  1  T'^Tnl  and  fecilities  are  needed,  the  appli- 

other    tr«ffl       *  V  ^UAle  th6  COa1'  lumber-  tl>™St  products 

untbfe  to  hln^o  ongma,tine  °n  "s  road  and  which  it  Is  now 
)  handle  promptly  and  safely. 
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Be  a  Master  of  Traffic  Management 

There  is  a  big  and  ever-increasing  demand  for  men  trained  in  Railway  and  Industrial  Traffic 
Work.  The  Salaries  offered  range  from  $50  to  $200  a  week  and  up.  Hundreds  of  ambitious  men 
have  trained  themselves  successfully  at  home  by  mail  under  the  guidance  of  LaSalle  experts. 


Thru  LaSalle  training  in  traffic  man- 
agement, many  men  have  risen  from 
i  meager  salaries  to  executive  positions 
with  large  incomes  and  an  open  path  to 
still  greater  advancement. 

At  enormous  cost  and  with  the  assist- 
ance of  many  of  America's  foremost  au- 
thorities in  industrial  and  railway  traffic 
management,  both  foreign  and  domestic, 
LaSalle  Extension  University  presents  a 
practical  plan  of  HOME  TRAINING 
which  you  can  follow  during  your  spare 
time. 

Experts  Train  You 

Under  the  LaSalle  plan  you  learn  by 
the  "Problem  Method"  under  the  direct 
supervision  of  a  staff  of  more  than  70 
experts  headed  by  Mr.  N.  D.  Chapin, 
formerly  chief  of  Traffic  Bureau  of  the 
New  York  Central  Railroad  and  West 
Shore  Railroad — one  of  the  most  widely 
known  and  most  successful  traffic  direct- 
ors in  America. 

Thru    this    Problem    Method,    you    are 
.  made   thoroly   familiar   with    the    actual 
problems   handled   daily   by   traffic  man- 
agers for   large   shippers,   railroads   and 
i  steamship  lines.     You   are  instructed  in 
'  rates,  classification,  routing,  bills  of  lad- 
ing, claims,  demurrage,  ocean  traffic  and 
trade,  organization,   management,   inter- 
.  state  commerce  laws,  etc.    Every  subject 
,  is   under    the    direction    of   a    successful 
specialist. 

Behind  LaSalle  training  is  the  co-oper- 
ation and  constructive  help  of  an  advisory 
board,  comprising  seventy  of  the  most 
prominent  traffic  and  transportation  men 
in  the  country,  who  know  from  experi- 
ence every  phase  of  railway  and  indus- 
trial traffic  work. 

In  a  few  months'  training  under  the 

1  LaSalle  Problem  Method  you  will  obtain 

a  far  more  thoro  knowledge  than  can  be 


derived  from  years  of  actual  traffic  ex- 
perience. You  profit  by  the  combined 
experience  of  many  successful  men. 

When  you  finish  LaSalle  training  you 
will  be  prepared  to  assume  complete 
charge  of  traffic  management  for  any 
institution.  You  will  have  a  thoro  grasp 
of  the  entire  subject. 

Train  By  Mail 

LaSalle  Extension  method  of  training 
enables  you  to  retain  your  present  posi- 
tion and  devote  your  spare  time  outside 
of  business  hours  to  preparation. 

The  matter  of  cost  should  not  defer 
your  start  toward  a  more  successful 
future.  Tuition  is  comparatively  small, 
and  payments  can  be  arranged  on  a  con- 
venient monthly  basis. 

Any  man  ambitious  to  forge  ahead  and 
place  himself  in  a  position  of  security 
and  better  things  need  only  follow  in  the 


footsteps  of  other  men  who  have  sought 
LaSalle's  aid  to  achieve  success. 

LaSalle  traffic  training  has  gained 
thoro  recognition  everywhere  as  a  de- 
pendable means  to  quick  advancement. 
It  has  promoted  men  from  all  walks  of 
life — clerks,  salesmen,  lawyers,  book- 
keepers, executives,  department  heads, 
etc. 

Mail  the  Coupon 

This  is  your  first  step  toward  an  im- 
portant position  in  the  traffic  field.  We 
will  immediately  send  you  valuable  in- 
formation pertaining  to  traffic  manage- 
ment, a  book  fully  describing  the  LaSalle 
problem  method  of  training  and  our 
famous  book,  "Ten  Years'  Promotion  in 
One." 

Investigate  today  the  opportunities 
open  to  traffic  men  with  LaSalle  traffic 
training. 


LaSalle  Extension  University 

The  Largest  Hv.tine.ii  Training  Institution  in  the  World. 
Dept.  195-TR  Chicago,  Illinois 

Please  send   me   catalog  and   full   information  regarding  the  course  and 
service  I  have  marked  with  an  X  below.     Also  a  copy  of  your  book.  "Ten 
Years'  Promotion  in  One,"  all  without  obligation  to  me. 

D  Traffic     Management —  1  Training     for    positions     as     Railroad 
Foreign  and  Domestic :}  and   Industrial   Traffic    Managers,   etc. 

Other  LaSalle  Training  Courses 

LaSalle     is     the     largest     business     training     institution     in     the     world.       It     offers     training 
for    every    important    business    need.      If    more    interested    in    any    of    these    courses,    check    here. 


Higher  Accountancy 
Business  Management 
Business   Letter  Writing 
Law  —  Bar,   LL.   B.   Degree 
Commercial    Law 
!  Industrial   Management   Efficiency 
Personnel  and    Employment    Management 

Banking   and    Finance 
Bookkeeping 
Commercial  Spanish 
Public   Spcakinir 
Business   English 
Coaching  for  C.P.A.  and 
Modern  Foremanship 

Institute  Examination* 

nfcm    . 
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REFUNDS  ON  COFFEE 


The  Traffic  World  Washington  Bureau 
The  Commission  has  issued  an  order  authorizing  carriers  to 
make  refunds  on  carloads  of  coffee  shipped  from  New  Orleans  tc 
various  destinations  between  October  6  and  December  6,  both 
dates  inclusive,  or  to  waive  undercharges,  to  the  basis  of  the 
commodity  rates  made  operative  by  them  on  December  7. 

This  order  was  made  necessary  by  reason  of  the  confusion 
caused  by  the  suspension  of  Boyd's  I.  C.  C.  A958,  supplement  14, 
from  June  5  to  October  5,  1920.  In  that  supplement  the  carriers 
undertook  to  establish  increased  commodity  rates  on  coffee  in 
carloads  In  its  report  on  I.  and  S.  No.  1175,  the  Commission 
found  the  proposed  rates  not  justified  and  ordered  the  cancella- 
tion of  the  supplement  on  or  before  November  1. 

Nobody  noticed  that  the  Commission's  suspension  order  ex- 
pired on  October  5,  while  its  cancellation  order  could  not  be 
enforced  prior  to  November  1.  The  result  was  that  the  con- 
demned rates  became  operative  on  October  6.  The  carriers  cor- 
rected the  situation  by  naming  commodity  rates,  effective  De- 
cember 7,  consisting  of  the  rates  in  effect  on  October  5  plus  the 
increases  authorized  in  Ex  Parte  No.  74,  and  reparation  is  to 
be  made  to  that  basis,  in  the  form  of  refunds  and  waivers  of 
undercharges. 

NEW    YORK    CENTRAL    LOAN 

Financial  transactions  necessary  in  the  use  of  the  loan  of 
$26,775,000  which  the  Commission  recently  granted  to  the  New 
York  Central  and  its  subsidiaries  have  been  authorized  by  the 
Commission  under  an  order  in  Finance  Docket  No.  1084.  The 
company  is  authorized  to  issue  and  pledge  in  part  for  the  loan 
from  the  government  $6,494,000  of  refunding  and  improvement 
mortgage  bonds;  to  assume  obligations  and  liabilities  in  respect 
of  payment  of  principal  and  dividends  of  $6,420,000  of  six  per 
cent  equipment  gold  trust  certificates  to  be  issued  by  the 
Guaranty  Trust  Company  of  New  York,  and  to  pledge  the  same 
as  security  in  part  for  the  loan  from  the  government;  and  to 
assume  obligations  and  liabilities  as  indorser  and  guarantor  in 
respect  of  payment  of  principal  and  interest  of  $18,299,000  of 
promissory  notes  to  be  issued  by  its  subsidiaries  and  to  pledge 
the  notes  in  part  for  the  loan. 


report  shows  that  the  grand  total  cost  of  real  property  and 
equipment  in  1919  was  $33,919,152  as  compared  with  $30,342,685 
in  1918. 


LOAN  TO  W.  C.  F.  &  N. 

The  Commission  has  approved  the  making  of  a  loan  of  $60,- 
000  to  the  Waterloo,  Cedar  Falls  and  Northern  Railway  Company 
to  aid  the  company  meeting  its  maturing  indebtedness  in  a  total 
principal  amount  of  $144,325.  The  company  itself  is  required 
to  finance  $84,325  to  meet  the  loan  of  the  Government. 


LOAN   FOR  F.  &  N. 

The  Fredericksburg  &  Northern  Railway  Company  has  ap- 
plied to  the  Commission  for  a  loan  of  $20,000  for  three  years, 
the  money  to  be  used  for  the  purchase  of  a  locomotive.  The 
company  states  that  it  owns  but  one  locomotive,  built  in  1889, 
which  will  soon  have  to  be  retired,  as  it  is  doubtful  whether  it 
can  be  depended  upon  for  more  than  two  or  three  months. 

CONSTRUCTION  APPLICATION 

Application  for  authority  to  build  approximately  64  miles 
of  railroad  in  Barton,  Northeast  Rush  and  Ellis  counties,  Kan- 
sas, has  been  filed  with  the  Commission  by  the  Golden  Belt  Rail- 
road company  of  Kansas.  The  proposed  line  of  road  extends 
from  Great  Bend,  Barton  county,  to  and  into  Buckeye  township, 
Ellis  county.  The  line  would  connect  with  the  Santa  Fe  at 
Barton  and  serve  an  agricultural  district. 


EXPRESS  COMPANY  STATISTICS 

The  tenth  annual  report  of  the  bureau  of  statistics  of  the 
Interstate  Commerce  Commission  on  the  statistics  of  express 
companies  in  the  United  States  for  the  year  ended  December  31, 
1919,  has  been  issued  by  the  Commission  in  pamphlet  form.  The 


BOSTON  AND   MAINE    BONDS 

The  Commission  has  authorized  the  Boston  &  Maine  Rail- 
road to  issue  $609,000  of  seven  per  cent  mortgage  bonds  to  be 
sold  or  exchanged  at  not  less  than  par  for  the  purpose  of  retir- 
ing an  equal  amount  of  applicant's  outstanding  bonds  which 
mature  January  1,  1921. 


CHANGES  IN   DOCKET 

Hearing  in  11919,  E.  I.  du  Pont  de  Nemours  &  Co.  vs.  Director- 
General,  assigned  for  January  3,  at  Philadelphia,  Pa.,  was  can- 
celed. 

Hearing  in  11949,  The  National  Refining  Company  vs.  Di- 
rector-General, assigned  for  January  8  at  Cleveland,  was  can- 
celled. 

Hearing  in  10540,  Pacific  Coast  Shippers'  Association  vs. 
Canadian  Pacific  et  al.,  assigned  for  January  7  at  Seattle,  Wash., 
before  Examiner  Keeler,  was  canceled. 


LOAN   TO   B.   R.   &   P. 

The  Commission  has  approved  a  loan  of  $1,000,000  to  the 
Buffalo,  Rochester  &  Pittsburgh  Railway  Company  to  aid  the 
company  in  meeting  its  maturing  indebtedness  in  a  total  prin- 
cipal amount  of  $1,987,000.  The  company  itself  is  required  to 
finance  $987,000  to  meet  the  loan  of  the  government. 


W.    B.  &   S.   LOAN 

The  Wilmington,  Brunswick  &  Southern  Railroad  Company  ; 
has  applied  to  the  Commission  for  a  loan  of  $200,000  to  be  used  i 
to  meet  loans  aggregating  $50,000,  to  buy  rolling  stock  and  to  I 
provide  dock  facilities  at  Southport,  N.  C.    The  applicant  states 
that  with  its  present  equipment  it  cannot  give  the  public  ade- 
quate transportation  service. 


Docket  of  the  Commission 


Not*.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new 
navlng  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
tnls  Docket  will  be  noted  elsewhere. 

January   10—  Atlanta.   Ga.—  Examiner  Hillyer: 

11926—  Cannon  Mfg.  Co..  Kannapolls,  N.  C..  vs.  Director  General  and 
Southern. 

January  10—  Washington.  D.  C.—  Examiner  Gaddess: 

—Krauss  Bros.  Lumber  Co.  vs.  Ala.  &  Miss,  et  al. 
(Sub.  1)  —  Krauss  Bros.  Lumoer  Co.  vs.  Ala.,  Tenn.  &  Nor.  et  al 

•"!"£&  10—  Chicago,  111.—  Examiner  Carter: 

11558  —  Petition  of  Chicago.  North  Shore  &  Milwaukee  R    R 
January  10  —  Tacoma,  Wash.—  Examiner  Keeler: 

-Switching  charges  to  and  from  South  Tacoma,  Wash. 


>          10~  Kt-  w°rth,  Tex.—  Examiner  Hunter: 
9506—  The  Terrell  Commercial  Club  vs.  Tex.  &  Pac.  et  al 

I.  and  S.  1210—  Grain  and  hay  between  Oklahoma  and  Texas. 
January  10—  Atlanta.  Ga.—  Examiner  Hillyer: 

CooF'AFrr!  9    N0ttc"  O''  1°°'  VS'  Maxton'  Alma  &  Southbound  R.  R 
January  10—  Kansas  City,  Mo.—  Examiner  Fleming' 

•The  Weir  Smelting  Co.  vs.  Miami  Mineral  Belt  et  al. 
January  10  —  New  Orleans.  La.  —  Examiner  McQuillan- 

1253  —  Glass  and  glassware  from  Oklahoma  and  Texas 
•"rXZV  '0—  DPtrolt.  Mich.—  Examiner  Seal: 

Koenlg  Coal  Co.  vs.  Hocking  Valley  et  al. 
January  10  —  Boston.  Mass.—  Examiner  Pattison: 

vs  ~A  !•*"&  sVF01  Trade  A88"'  <for  and  on  hehalf  of  lts  memberl)1 

January  11—  San  Francisco,  Calif.—  Commissioner  Ford: 

'•  **^%i^$X'SS^^-mvmim  and  recon- 

''  ''0^^15^6™10"  ««»«tenment  rules. 


January  11— Washington,   D.   C.— Examiner  Gaddess: 

11968 — Washington  Steel  and  Ordnance  Co.  vs.  B.  &  O.  et  al. 

January  11— Washington.' D.  C.— Examiner  Oberlin: 

Finance  Docket  1105 — In  the  matter  of  application  of  Detroit  & 
Toledo  Shore  Line  R.  R.  Co.  for  authority  to  increase  its  author- 
ized capital  stock  and  to  issue  $1,000,000,  par  value,  of  common 
capital  stock. 

January  11 — Tacoma,  Wash. — Examiner  Keeler: 

I.  and  S.  1251 — Fuel,  pulpwood  and  wood  bolts  between  North  Pa- 
cific Coast  Lines 

January  11— Ft.  Worth,  Tex.— Examiner  Hunter: 

11972— M.  L.  Davis  and  W.  D.  Davis  vs.  Gulf,  Colorado  &  Santa  Fe 

et  al. 
11975 — Montrose  Oil  Refining  Co.,  Inc.,  vs.   St.   Louis-San  Francisco 

et  al. 

January  12— Wichita,  Kan.— Examiner  Fleming: 

*   I.  and  S.  1274 — Interchange  switching  at  Wichita,  Kan. 

11954 — Otto  Weiss  Milling  Co.  vs.  A.  T.  &  S.  F.  et  al. 
January  12— Milwaukee.  Wis.— Examiner  Seal- 
"   ''w?d   S'   1268~Loffs  from   Baltimore,    Mich.,    to   Oconto   and   Stiles, 

11923— Forsythe  Leather  Co.  vs.  C.  M.  &  St.  P.  et  al. 
January  12— Gadsden.  Ala.— Examiner  Hillyer: 

1'ourth  section  applications  453,  N.  C.  &  St.  L.  Ry.:  540,  Tenn..  Ala. 
&  Ga.  R.  R.:  542,  A.  G.  S.  Ry.:  1548,  Sou.  Ry.:  1952,  L.  &  N.  Ry. 
(To  be  heard  in  connection  with  Docket  11888.  Chamber  of  Com- 
merce, Gadsden,  Ala.,  vs.  Alabama  Great  Southern  et  al.)  In  the 
fourth  section  applications  named  above  the  carriers  named  seek 
authority  to  continue  class  and  commodity  rates  from  points  in 
Buffalo-Pittsburgh  territory,  Ohio  and  Mississippi  River  crossings. 
Nashville  and  Chattanooga,  Tenn.,  also  from  points  in  Central 
freight  Association  and  other  territories  from  which  rates  arc 
lased  on  the  Ohio  and  Mississippi  River  crossings  to  Gadsden. 
Attalla  and  Alabama  City,  Ala.,  and  points  intermediate  thereto, 
which  are  higher  than  the  rates  contemporaneously  in  effect  on 
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Tariff  Information 


Blakely  Printing  Co. 

418  So.  Market  St. 

Chicago  Railway  Printing  Co. 

720  So.  Dearborn  St. 

Excelsior  Printing  Co. 

732  Federal  St. 

The  Faithorn  Company 

500  Sherman  St. 

Faulkner-Ryan  Company 

712  Federal  St. 

Gunthorp-Warren  Printing  Co. 

132  So.  Clark  St. 

Hedstrom-Barry  Co. 

618  Sherman  St. 

Hillison  &  Etten  Co. 

638  Federal  St. 

F.  J.  Riley  Printing  Co. 

501  So.  La  Salle  St. 

Henry  O.  Shepard  Co. 

632  Sherman  St. 


HE  additional  Tariff 
facilities  that  you  will 
need  at  the  last  mo- 
ment are  in  Chicago. 

The  plants  below  have 
a  capacity  of  40, 000 
pages  per  month. 

Get  in  touch  with  one 
or  more  of  them  now 
so  that  you  are  estab- 
lished as  a  regular 
buyer  in  the  largest 
tariff  market  in  the 
world. 
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like  traffic  to  more  distant  points  to  which  the  said  points  are 
11888^-Chamber  of  Commerce,  Gadsden,  Ala.,  vs.  Ala.  Gt.  Sou.  et  al. 
January  12— New  York.  N.  Y.— Examiner  Pattlson: 

11833— The  Republic  of  France  vs.  New  York  Central  et  al. 

11834— The  Republic  of  France  vs.  Director  General  and  West  bnore. 

11874— The  Republic  of  France  vs.  West  Shore  et  al. 

11874  (Sub.  1)— The  Republic  of  France  vs.  Director  General. 
11875 — The  Republic  of  France  vs.  Director  General. 

11875  (Sub.   1)— The   Republic  of   France  vs.   Director  General   and 

11875n?Sub.a2)— The  Republic  of  France  vs.  Director  General. 

11875    (Sub.   3)— The   Republic  of  France  vs.   Director  General   and 

11875n?Sub.a4)—  The  Republic  of  France  vs.  Pennsylvania. 

11992—The  Republic  of  France  vs.  West  Shore  et  al. 

11992  (Sub.  1)— The  Republic  of  France  vs.  West  Shore  et  al. 
January  12— Washington,  D.  C.— Examiner  Gaddess: 

11961— Wausau  Southern  Lumber  Co.  vs.  Gulf  &  Ship  Island  et  al. 
January  12— Tacoma.  Wash.— Examiner  Keeler: 

11957— North  Pacific  Millers'  Assn.  vs.  Northern  Pacific. 
January  12 — Argument  at  Washington,  D.  C.: 

11367— Benwood  &  Wheeling  Connecting  Ry.  Co.  vs.  P.  C.  C.  &.  St 

9922 — Lake  Charles  Rice  Milling  Co.  vs.  Abilene  &  Northern  et  al. 
January  12— Ft.  Worth,  Tex.— Examiner  Hunter:  -m^v,    -r,., 

I    and  S.  1236— Absorption  of  switching  charges  at  Ft.  Worth.  Tex. 

11935— Swift  &  Co.  et  al.  vs.  Ft.  Worth  &  Denver  City  et  al. 
January  13— Louisville,  Ky.— Examiner  McQuillan: 

•  I    and  S.  1267 — Class  and  commodity  rates  between  Ohio  River  cross- 

'  Ings  and  Cumberland  River  landings. 
January  13— Argument  at  Washington,  D.  C.: 

11301 — Union  Bag  and  Paper  Corporation  vs.  Director  General. 

11075— Austin  Abbott  et  al.  vs.  B.  &  O.  et  al. 

11485—Birmingham  Southern  R.  R.  Co.  vs.  Ala.  Gt.  Sou.  et  al. 
January   14— Washington,   D.   C.— Examiner  Gaddess: 

•  I    and  S    1271— Fish  oil,  carloads,  St.  Marys,  Ga.,  to  Baltimore    Md., 

Boston,    Mass.,    New   York,    N.    Y.,    Philadelphia,    Pa.,    and   Provi- 

I.  andCS.  1256^-Fish  oil,  C.  L.,  St.  Marys,  Ga..  to  Ohio  and  Mississippi 

River  crossings. 
January  14 — Portland.  Ore.— Examiner  Keeler: 

•  12028 — The   Public   Service  Commission  of  the   State   of  Oregon  vs. 

Northern  Pacific  Terminal  Co.  of  Oregon  et  al. 
January  14 — Minneapolis,  Minn.— Examiner  Seal: 
11928— Nolan   Smith   &   Co.   vs.   Minneapolis,   St.   Paul   &   Sault  Ste. 

Marie  et  al. 

11978 — Barrett  &  Zimmerman  vs.  Director  General  and  C.  R.  I.  &  P. 
11959— Kurth  Malting  Co.  vs.  C.  M.  &  St.  P.  and  Director  General. 
January  14 — Argument  at  Washington,  D.  C.: 
'  11077— Morris  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 

11240— Wilson  &  Co.,  Inc.,  of  Oklahoma,  vs.  A.  T.  &  S.  F.  et  al. 
11598 — Jackson  Iron  and  Steel  Co.  vs.  Detroit,  Toledo  &  Ironton  et  al. 
11269— Illinois   Steel   Co.   vs.   Elgin,   Joliet   &   Eastern   and   Director 

General. 

January  14— Montgomery.  Ala.— Examiner  Hillyer: 
11939— Hugger  Bros.  Gravel  Co.  vs.  Mobile  &  Ohio  et  al. 

January  14 — Oklahoma  City.  Okla. — Examiner  Fleming: 
11943— Capitol  Ice  and  Storage  Co.  et  al.  vs.  St.  Louis-San  Francisco. 
11838 — Anderson,  Clayton  &  Co.  et  al.  vs.  Ft.  Smith  &  Western  et  al. 

January  15 — Argument  at  Washington,  D.  C.: 
11349 — Empire  Cotton  Oil  Co.  vs.  S.  A.  L.  et  al. 
11225 — Lawton  Refining  Co.  vs.  Director  General  and  C.  R.  I.  &  P. 

January  15 — Oklahoma  City,  Okla. — Examiner  Fleming: 

11941 — Coma  vs.  St.  Louis-San  Francisco  et  al. 
January   17 — Houston,   Tex. — Examiner  Hunter: 

•  I.   and  S.  1270— Joint  rates  between  Sou.   Pac.  &  Gulf  Coast  Lines 

points. 
11967 — Slgmond  Rothschild  Co.  et  al.  vs.  Abilene  &  Sou.  et  al. 

•  I.   and    S.    1270     (first     supplemental     order) — Joint     rates     between 

Southern   Pacific  and   Gulf  Coast  Lines  points. 
January  17 — Portland,  Ore. — Examiner  Keeler: 

12023 — Ellison-White  Chautauqua  System  of  Portland,  Ore.,  vs.  Ari- 
zona Eastern  et  al. 

11973— Northwest  Steel  Co.  et  al.  vs.  C.  B.  &  Q.  et  al. 
11886— American  Mineral  Production  Co.  vs.  Great  Northern  et  al. 
January  17 — Philadelphia,  Pa. — Examiner  Pattison: 

I.   and  S.  1262 — Iron  and  steel  articles.   L.   C.   L..   from   Johnstown, 

Pa.,  to  the  southwest. 

January  17 — Meridian.  Miss. — Examiner  Hillyer: 

11933— Hazelhurst   Oil   Mill   and    Fertilizer   Co.    vs.    Elgin,    Joliet    & 
Eastern  et  al. 


January  17 — Argument  at  Washington,  D.  C. : 

11579— -The  Pusey  &  Jones  Co.  vs.  Director  General. 

11585-Ha.rper,  Marshall  &  Thompson  Co.,  Inc.,  vs.  Director  General. 

11409— The  Viscose  Company  vs.  Amn.  Ry.  Express  Co. 

11031^Schuhles  Pure  Grape  Juice  Co.  vs.  Cent.  New  England  et  al. 
January  17— Chicago,  111.— Examiner  Carter: 

11876 — Ideal  Fuel  Co.,  Inc.,  vs.  Director  General. 
January  17— Washington,  D.  C.— Examiner  Gaddess: 

I.  and  S.  1255— Logs,  C.  L.,  between  South  Carolina  points. 
January  17— Washington,  D.  C.— Examiner  Oberlin: 

Finance  Docket  1139— In  the  matter  of  application  of  Washington  A 
Lincolnton    R.    R.    Co.    for    authority    to    issue    $100,000    principal 
amount,  of  7  per  cent  cumulative  preferred  stock. 
January  18— Washington,  D.  C.— Examiner  Gaddess: 
*   I.   and  S.   1273 — Soda  products  from  Saltville,  Va. 
January  18— Chicago,  III.— Examiner  Carter: 

11929— Western  Brick  Co.  et  al.  vs.  B.  &  O.  et  al.     Such  fourth  sec- 
tion departures  as  may  exist  in  the  adjustment  of  rates  will  be 
considered  by  the  Commission  in  the  disposal  of  this  complaint. 
January  18— New  Orleans,  La.— Commissioner  Ford: 

I.  and  S.   1250 — Diversion  and  reconsignment  rules,  regulations  and 

l.°and  S.  1250 — Diversion  and  reconsignment  rules,   regulations  and 

charges.     (First  supplemental  order.) 

I.   and   S.   1250    (second   supplemental   order) — Diversion   and   recon- 
signment rules,  regulations  and  charges. 
January  18 — Argument  at  Washington,  D.  C.: 

114541-International    Nickel    Co.    vs.    Director    General    and    Grand 

Trunk  Ry.  of  Canada. 

January  18— Portland.  Ore.— Examiner  Keeler: 
9294 — Portland  Traffic   and  Transportation  Assn.   vs.   Sou.   Pac.   and 

Director  General. 

9434 — Portland  Traffic  and  Transportation  Assn.  vs.  Sou.  Pac.  et  al. 
9408 — Portland  Traffic  and  Transportation  Assn.  vs.  Sou.  Pac.  et  al. 
9472 — Medford  Commercial  Club  vs.  Sou.  Pac.  and  Director  General. 
9870 — Klamath  Commercial  Club  et  al  vs.  Sou.  Pac.  and  Director 

General. 
January  19 — Nashville,  Tenn. — Examiner  McQuillan: 

I.  and  S.  1261 — Rates  to  and  from  Nashville  and  related  points. 
January  19 — Chicago,  111.— Examiner  Carter: 

11940 — Great  Lakes  Dredge  and  Dock  Co.  vs.  111.  Cent,  et  al. 
January  19 — Natchez,  Miss. — Examiner  Hillyer: 
11960 — F.  A.  Cocke  Live  Stock  Co.  et  al.  vs.  Beaumont,   Sour  Lake 

&  Western  et  al. 

11952 — Dave  Levite  et  al.  vs.  Texas  &  Pac.  et  al. 
January  19 — Argument  at  Washington,  D.  C.: 
11467 — Swift  &  Co.  vs.  Director  General. 
11540 — Armour  &  Co.  vs.  Director  General. 
11642— Cudahy  Packing  Co.  vs.  Director  General. 
11499 — Consumers'  Ice  Co.  vs.  Director  General. 
10957 — Consumers'  Ice  Co.  vs.  Director  General  and  Pere  Marq. 
11290 — Specialty  Display  Case  Co.  vs.  Ann  Arbor  et  al. 
January  19 — Galveston,  Tex. — Examiner  Hunter: 

11965 — Galveston  Commercial  Assn.  et  al.  vs.  Ala.  &  Vicks.  et  al. 
January  20 — Argument  at  Washington,  D.  C. : 

I.  and  S.  1235 — Saw  logs  between  Michigan  and  Wisconsin  points. 
1  I.  and  S.  1237 — Transit  rules  and  regulations  on  fresh  apples. 
January  20 — Chicago,  111. — Examiner  Carter: 

11956— Zion  Institutions  and  Industries  vs.  C.  &  N.  W. 
January  21 — Jacksonville.  Fla. — Commissioner  Ford: 
'  I.   and   S.   1250    (second   supplemental   order) — Diversion  and   recon- 
signment rules,  regulations  and  charges. 
I.  and  S.  1250  and  first  sup.  order — Diversion  and  reconsignment  rules, 

regulations  and  charges. 

January  21 — Chicago,  111. — Examiner  Carter: 
11981 — Lake  Superior  Paper  Co.,  Ltd.,  et  al.  vs.  Ahnapee  &  Western. 

et  al. 

11950— Minnesota  &.  Ontario  Paper  Co.  et  al.  vs.  Northern  Pac.  et  al. 
January  21 — Port  Arthur,  Tex. — Examiner  Hunter: 
11889 — Port  Arthur  Chamber  of  Commerce  and  Shipping  vs.  Texar- 

kana  &  Fort  Smith  et  al. 

January  21 — El  Paso,  Tex. — Examiner  Fleming: 

11963— Southwestern  Portland  Cement  Co.  vs.  Arizona  Eastern  et  al. 
11945 — The  Arizona  Copper  Co.,  Ltd.,  vs.  Ariz.  &  New  Mexico  et  al. 
January  24 — Washington,   D.  C. — Chairman  Clark: 

*  11756 — Bangor  &   Aroostook   R.   R.   Co.   et  al.    vs.   Aberdeen   &   Rock- 

fish  et  al. 
January  24 — Chicago,  111. — Examiner  Carter: 

*  11937 — Swift  &  Co.  et  al.  vs.  Ann  Arbor  et  al. 

*  11966— Omaha  Packing  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
January  24 — Phoenix,   Ariz. — Examiner  Fleming: 

11932— United  Verde  Extension  Mining  Co.  vs.  A.  T.  &  S.  F.  et  al. 
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UNDER 
AMERICAN  FLAG 


PASSENGERS 

AND  FREIGHT 


San  Francisco -Baltimore  Service 

(Freight  Only— Via  Panama  Canal) 

From  San  Francisco  and  Los  Angeles  to  San  Jose  de  Guatemala. 

La  Libertad,  Corinto,  Balboa,  Cristobal,  Cuban  and 

Porto  Rican  Ports  (Eaatbound  only),  Savannah. 

Norfolk  and  Baltimore. 

S.  S.  "POINT  BONITA"  sails  January  18th 
S.  S.  "POINT  ADAMS"  sail*  January  29th 
S.  S.  "CUBA"  sails  February  15th 

From   Baltimore  to  Cristobal,   Balboa,   Corinto,   La  Libertad, 
San  Jose  de  Guatemala,  Los  Angeles  and  San  Francisco 

S.  S.  "CUBA"  sails  January  10th 
S.  S.  "POINT  JUDITH"  sails  January  24th 

Trans-Pacific  Service 

"The  Sunshine  Belt  to  the  Orient" 

(Passengers  and  Freight) 

Sailings  from  San  Francisco  every  28  days  by  new  and 
luxurious  ships 

S.  S.  -ECUADOR"  S.  S.  "VENEZUELA"  S.  S.  "COLOMMA" 

And  Fortnightly  Sailings  by  EIGHT  Freight  Steamers 
Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila  and  Hongkong 

Manila-East  India  Service 

(Passengers  and  Freight) 

Sailings  from  San  Francisco  bi-monthly  by 

S.  S.  "CREOLE  STATE"          S.  S.  "WOLVERINE  STATE" 

And  Monthly  Sailings  by  TWO  Freight  Steamers 

Direct  to  Honolulu,  Manila,  Saigon,  Singapore,  Honduras, 

Colombo  and  Calcutta 

Round-the-World  Service 

(Freight  Only) 
S.  S.  "WEST  KASSON"      S.  S.  "WEST  CONOB"      S.  S.  "ELKRIDGP 

Regular  Monthly  Sailings 

San  Francisco,  Honolulu,  Yokohama,  Kobe,  Dairen,   Tientsin, 
Shanghai,  Manila,   Saigon,  Singapore,  Calcutta,  Colombo, 
Bombay,  Alexandria,  Bizerta,  Marseilles,  Barcelona, 
thence  Baltimore,  Norfolk,   Cristobal,  Los  An- 
geles and  San  Francisco  via  Panama  Canal 

Panama  Service 

(Passengers  and  Freight) 
Sailings  from  San  Francisco  every  10  days  by 

S.  S.  "NEWPORT"  S.  S.  "SAN  JOSE" 

S.  S.  "CITY  OF  PARA" 

S.  S.  "CUBA" 
To  Mexico,  Central  America  and  Canal  Zone 


S.  S.  "SAN  JUAN" 


Through  Bills  of  Lading  Issued  to  and  from  all  points 
beyond  ports 


The  Pacific  Mail  is  world  renowned  for  excellence  of  its 
service  and  cuisine 

Consult  Our  Office* 

Pacific  Mail  Steamship  Co. 

10  Hanover  Square,  508  California  St.,  400  Exchange  Place 
NEW  YORK         SAN  FRANCISCO        BALTIMORE 
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The  most  powerful 
motor  truck  made 

PIERCE  *  ARROW  preeminence— as  the 
truck  which  lasts  longest — is  recognized 
by  all  truck  buyers.  Most  of  them  admit 
its  superior  economy  and  efficiency — the 
truck  which  works  constantly. 

Eventually  it  will  be  known  to  all  as 
the  most  powerful  truck  built. 

HHE  extraordinary  power  of  grades,  through  sand  and  over 

•*-  Pierce- Arrow  Trucks  is  due  rough   going  —  saving    money, 

to  the  Dual  Valve  Engine.  saving  time,  saving  labor  and 

Its  power  is  not  only  sum-  reducing    strains    and    repairs 

cient  for  any  ordinary  service,  and  time  spent  in  the  shop, 

but  is  equal  to  any  extraordin-  Pierce- Arrows  cost  no  more 

ary  demand.  than  any  good  truck  and  earn 

It  will  pull  out  of  holes,  up  more  constantly. 

A  O  of  the  FIRST  FIFTY  trucks  still 


running  after  9  years'  service. 


icrce 


CHASSIS  PRICES 

2- ton  $3750 
3i-ton  4950 
5- ton  5700 

All  Prices  F.O.B.  Buffalo 


THE  FIERCE-ARROW   MOTOR  CAR  COMPANY,  BUFFALO   N   Y 


January  15,  1921 
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Ship  Through  the 


Port  of  Los  Angeles 

34  Steamship  Services  Reaching  Over  100  World  Ports 


LIST  OF  DIRECT  PORT  CONNECTIONS: 


Acajutla.    Salvador 
Acapulco,    Mexico 
Alexandria,    Egypt 
Amapala,    Honduras 
Antofagasta,    Chile 
Antwerp,  Belgium 
Arica.   Chile 
Avonmouth,    England 
Auckland,   New   Zealand 
Bahia   Blanca,  Argentina 
Balboa,    Canal    Zone 
Baltimore,  Hd. 
Baltic  Ports 
Barcelona,  Spain 
Boston.    Mass. 
Bombay,   India 
Buenaventura,    Colombia 
Buenos  Ayres,  Argentina 
Calais,    France 
Calcutta,  India 
Callao,  Peru 
Cartagena,   Colombia 
Cape  Town,   South  Africa 
Cardenas,   Cuba 
Cape    San    Lucas,    Mexico 
Champerico,    Guatemala 
Charleston,  S.   C. 


Christiania,    Norway 
Christobal.  Canal  Zone 
Cienfuegos,   Cuba 
Colombo,   Ceylon 
Corinto,    Nicaragua 
Cuban   Ports 
Dairen,   Manchuria 
Ensenada,   Mexico 
Eten,  Peru 
Finnish  Ports 
Galveston.    Texas 
Genoa,  Italy 
Glasgow,  Scotland 
Gothenburg,    Sweden 
Guayaquil,  Ecuador 
Guaymas,   Mexico 
Hamburg,    Germany 
Harve,  France 
Havana,    Cuba 
Hongkong 
Honolulu 
Hall,    England 
Iquique,  Chile 
Jacksonville,    Florida 
Kobe,  Japan 
La   Libertad,   Salvador 
La  Paz,  Mexico 


La  Union,  Salvador 
Liverpool 
London 

Malmo.   Sweden 
Marseilles,   France 
Mauritius 

Melbourne,    Australia 
Manila,  P.  I. 
Manianillo,  Mexico 
Mazatlan,   Mexico 
Moji,  Japan 
Mollendo,   Peru 
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THE  INDUSTRIAL  TRAFFIC   MAN 

In  recent  weeks  our  Open  Forum  has  been  flooded 
I  with  communications  from  subscribers  on  the  subject 
\  of  "The  Industrial  Traffic  Man",  based  on  our  editorial 
I  of  August  28.  That  editorial  was  a  plea  for  the  proper 
&  point  of  view  by  the  railroad  employe  seeking  industrial 

employment.     We  did  not  mean  to  say  and  we  do  not 

think  we  were  understood  as  saying  'that  the  example 
I  cited  in  that  editorial  was  typical.  We  used  it  only  as 
i  an  illustration  of  the  wrong  point  of  view  and  accounted 

[  for  it,  in  part,  as  possibly  due  to  the  character  of  the 

it  ne  is  tne  ngnt  Kina  01  r 
young  man  s  present  employment,  where  work  is  of  a  .r  ,  .  ,.°  .  ,  . 

if  he  is  not  the  right  sort. 
!  routine  character  and  promotion  usually  follows  the 

seniority  rule. 

Much  of  the  discussion  has  turned  on  the  point  as 
[  to  whether  the  railroad  employe  is  better  fitted  for  an 
industrial  traffic  position  than  the  man  who  has  had  no 
railroad  experience  but  has  had  an  academic  traffic  train- 
ing, through  a  correspondence  course  or  otherwise.  We 
do  not  think  such  a  question  can  be  answered.  Undoubt- 
edly railroad  training  is  valuable,  but  it  is  neither  essen- 
tial nor  entirely  sufficient.  Undoubtedly  also,  a  traffic 
course — correspondence  or  otherwise — is  valuable  but 
neither  is  it  indispensable  or  sufficient.  The  main  thing 
is  to  get  the  training  and  the  knowledge.  It  does  not 
matter  so  much  where  or  how  they  are  acquired. 

It  is  obviously  true  that  the  man  who  has  had  rail- 
road experience  is  better  fitted  for  an  industrial  traffic 
position  than  one  who  knows  nothing  of  the  subject. 
It  is  also  obviously  true  that  one  who  has  taken  a  traffic 
i '  urse,  but  who  has  had  no  actual  experience,  has  much 
to  learn.  We  should  say  that  a  man  with  railroad 
experience — unless,  of  course,  that  experience  has  qual- 
ified him  for  a  high  place — could  well  supplement  this 
experience  with  some  study  of  theory  and  history.  Even 
then  he  would  have  to  learn  some  things  in  the  school 
of  actual  industrial  work.  The  same  thing  as  to  actual 


work  would  apply,  of  course,  to  the  man  who  had 
studied  theory  without  railroad  experience.  The  final 
answer  must  rest  in  the  man  himself  and  the  opportu- 
nity given  him  by  those  who  employ  him.  He  can  get 
the  knowledge  he  needs  without  working  in  a  railroad 
office.  On  the  other  hand,  mere  experience  in  a  railroad 
office  is  not  a  guaranty  that  he  is  qualified  for  the  job. 

Most  industries  take  their  traffic  men  from  the  rail- 
road ranks  because,  until  comparatively  recently,  that 
has  been  the  only  school  from  which  graduates  were  to 
be  had.  Now,  however,  we  have  traffic  courses  offered  by 
various  institutions,  and  we  are  led  to  believe  that  many 
of  the  men  they  turn  out  are  well  equipped  as  to  book 
knowledge.  If  these  men  have  had  actual  experience 
before  they  took  the  course — and  that  experience  is 
usually  in  a  railroad  office — they  have  a  splendid  founda- 
tion. 

We  think  there  is  no  occasion  for  the  discussion  to 
become  heated  as  to  whether  the  railroad  man  or  the 
traffic  school  man  is  the  better  fitted  for  an  industrial 
traffic  position.  Each  has  his  advantages  and  each  would 
profit  if  he  had  the  knowledge  of  the  other  in  addition  to 
his  own.  Either  can  make  good  in  an  industrial  position 
if  he  is  the  right  kind  of  man.  Neither  can  make  good 

A  mere  theorist  is  of  little 

value.  Neither  is  a  clock-watcher  who  may  have  prac- 
tical knowledge.  We  hope  our  friends  will  bring  the 
discussion  to  a  close.  About  everything  has  been  said 
that  could  be  said  and  there  has  been  sufficient  to  set 
everybody  interested  to  thinking. 


LEGISLATIVE  IGNORANCE 

There  has  been  much  said — very  justly — as  to  mis- 
leading statements  that  have  been  made  in  regard  to 
the  provisions  of  the  transportation  act  by  persons  who 
ought  to  know  better.  For  that  matter,  anyone  who  has 
made  such  statements  ought  to  know  better,  for  one 
ought  not  to  assume  to  make  statements  at  all  unless  he 
knows  what  he  is  talking  about.  But  it  seems  to  us 
that  the  climax  is  reached  when  a  member  of  Congress, 
speaking  formally  on  the  subject  of  transportation  legis- 
lation, makes  such  glaring  misstatements  as  were  con- 
tained in  the  remarks  of  Congressman  Huddleston,  of 
Alabama,  published  in  The  Traffic  World  of  January  8. 
Throughout  his  speech  Mr.  Huddleston  referred  to  the 
revenue  section  of  the  transportation  act  as  providing 
for  six  and  a  half  percent  net  earnings  for  the  railroads. 
The  fact  is  that  the  act  provides  for  a  maximum  of  six 
percent.  Then,  he  said,  a  railroad  was  entitled  to  this 
net  revenue  no  matter  how  extravagant  the  salaries  of 
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AKD   CONN'ECTlOSa 


MOBILE,  ALA. 

The  Port  of  Mobile  is  served  by 
the  Gulf,  Mobile  &  Northern 
Railroad.  While  there  is  active 
competition  between  the  lines  serv- 
ing the  Port  of  Mobile  for  traffic 
to  the  port,  there  is  close  co- 
operation between  all  of  the  lines 
at  the  port  in  handling  the  traffic 
for  the  shipper's  best  interest  after 
it  reaches  Mobile. 

If  you  are  shipping  to  or  via 
Mobile  and  desire  excellent  serv- 
ice, it  will  be  accorded  when 
shipped  via  the  Gulf,  Mobile  & 
Northern  Railroad. 
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'The  Road  of  Service 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 

With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville, 
Connersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lines  Routes. 

J.  A.  SIMMONS,  General  Traffic  Manager                C.  I1.  &  W.  R.  R.  Building,  Indianapolis.  Ind.  R.  B.  K.INKAID,  Assistant  General  Freight  Agent 
For  Information  as  to  Rates,  Routes,  Service,  etc..  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  have 

General  Agents : 

.    1.  A   W.   R.   R.    Building.   Indianapolii,    Ind.                201    Mercantile    Building,    Cincinnati,    Ohio.  1210    Barclay    Bldg.,    New    York 

SM  Rrinch   Building.  8prin»flr1d.   III.                                         337   Marquette   Bldg.,   Chicago  728    Monadnock   Bids;.,   San   Francisco,    Calif. 

14    Arcade   Building.   St.    Loui«.   Mo.                                     312   Park   Bid*.,   Pittsburgh,  Pa.  509  Wesley-Roberts  Bldg..  Los  Angeles.  Calif. 

17  Railway  Exchange.  Kama*  City,  Mo.                                  41  Porter  Bldg.,  Memphis,  Tenn.  514  Colman  Bldg.,  Seattle,  Wash. 
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its  officials  might  be  or  what  waste  they  might  be  guilty 
of.  "They  may  wantonly  waste  the  railroad's  money, 
yet  they  are  entitled  to  demand  rates  to  meet  the  very 
waste  at  which  they  have  connived",  said  he. 

In  the  first  place,  "a  railroad"  has  no  guaranty  of 
any  net  revenue,  six  and  a  half  percent  or  any  other 
percent.  The  guaranty,  so-called,  is  a  provision  that 
rates  shall  be  so  made  as  to  produce  a  certain  net  rev- 
enue to  the  railroads,  taken  as  a  whole,  in  a  given  terri- 
tory. Anybody  who  assumes  to  know  anything  about 
railroad  legislation — especially  one  who  assumes  tti 
instruct  others  on  the  subject — ought  to  know  that.  "A 
railroad"  in  the  group  may  make  much  less  than  six 
percent.  It  may  even  make  less  than  nothing.  In  the 
second  place,  it  is  absolutely  false  that  the  railroads, 
under  the  law,  are  entitled  to  this  net  revenue,  no  matter 
how  wastefully  and  inefficiently  they  may  conduct  their 
business.  The  assurance  of  the  net  revenue  provided 
for  is  based  on  the  theory  of  efficient  and  economical 
management.  Here  is  the  language  of  the  law  on  this 
point: 

"In  the  exercise  of  its  power  to  prescribe  just  and 
reasonable  rates,  the  Commission  shall  initiate,  modify, 
establish,  or  adjust  such  rates  so  that  carriers  as  a  whole 
(or  as  a  whole  in  each  of  such  rate  groups  or  territories 
as  the  Commission  may,  from  time  to  time,  designate) 
will,  under  honest,  efficient,  and  economical  management 
and  reasonable  expenditures  for  maintenance  of  way, 
Structures,  and  equipment,  earn  an  aggregate  annual  net 
railway  operating  income,  equal,  as  nearly  as  may  be,  to 
a  fair  return  upon  the  aggregate  value  of  the  railway 
property  of  such  carriers  held  for  and  used  in  the  service 
of  transportation". 

Nothing  could  be  plainer  than  that,  except  that  the 
Congressman  who  assumes  to  tell  his  fellows  and  the 
public  what  is  in  the  law  either  does  not  know  or  is 
wilfully  misrepresenting  the  facts.  It  doesn't  make  much 
difference  which  is  the  fact  about  him,  so  far  as  his 
reliability  and  value  as  a  member  of  Congress  are  con- 
cerned. It  is  not  of  especial  importance  that  this  mem- 
ber of  Congress  is  an  unreliable  demagogue  or  that  he 
has  given  his  colleagues  some  incorrect  information ;  but 
these  speeches  go  to  the  public  in  the  Congressional 
Record  and  are  reported  in  the  daily  press  by  newspaper 
men  who  are  not  sufficiently  informed  or  who  do  not 
take  the  trouble  to  check  the  errors,  and  the  public  is 
misinformed  to  its  confusion  and  to  the  harm  of  the 
situation. 

Another  example  of  foolishness  on  the  part  of 
national  legislators  is  the  bill  of  Senator  Trammell  pro- 
posing to  reduce  to  four  and  a  half  percent  the  maximum 
net  revenue  which  the  carriers  shall  be  allowed  to  earn. 
If  such  things  were  not  serious  in  the  effect  they  have 
on  the  public,  which  is  impressed  by  the  fact  that  there 
arc  men  in  high  office  who  are  willing  to  make  such  pro- 
posals, presumably  based  on  sound  economy,  we  should 
laugh  at  it,  as  doubtless  the  majority  of  the  Senate  will 
laugh  if  the  measure  ever  comes  up  for  actual  consider- 
ation. 

The  Senator's  idea  is  to  reduce  freight  rates,  which 
he  thinks  are  too  high.  If  he  knew  anything  about  the 
situation  he  would  know  that  the  carriers  are  not  earn- 


ing the  six  percent  net  which  the  law  and  the  Commis- 
sion meant  them  to  earn.  Perhaps  they  are  earning  four 
and  a  half  percent.  When  they  earn  the  six  percent 
that  most  persons  with  knowledge  of  the  subject  think 
they  should  be  permitted  to  earn,  it  will  be  time  to  talk 
about  reducing  the  rates.  As  far  as  what  the  carriers 
are  now  earning  is  concerned,  the  law  might  just  as  well 
say  twenty  percent.  The  Commission  made  an  effort  to 
comply  with  the  law  but,  owing  to  a  change  in  business 
conditions  and,  perhaps,  also  to  inaccurate  guessing  on 
its  part,  the  effort  has  fallen  short. 

Besides  all  that,  where  does  the  Senator  get  the 
idea  that  six  percent  is  too  much  for  the  carriers  to 
earn  ?  No  government  can  borrow  money  at  four  and  a 
half  percent.  This  government  is  itself  requiring  six 
percent  on  the  money  it  lends  to  the  railroads  and  its 
bonds  are  selling  at  prices  that  make  the  return  to 
buyers  more  than  five  percent. 

Some  of  Senator  Trammell's  constituents  may  be 
suffering  on  account  of  the  present  level  of  freight  rates 
and  may  be  entitled  to  relief.  It  is  within  his  province 
to  find  out  if  they  are  the  victims  of  injustice  and  to  do 
what  he  can  to  get  justice  for  them  by  means  of  a  rate 
readjustment.  But  when  he  talks  about  reducing  the 
net  revenue  of  the  carriers  to  four  and  half  percent  he 
displays  ignorance,  not  only  of  the  great  transportation 
problem  but  even  of  the  effect  his  scheme  would  have 
if  it  were  put  into  effect. 


NATIONAL  ADJUSTMENT   BOARDS 

The  proposal  to  continue  the  national  adjustment 
boards,  formed  while  the  roads  were  under  federal  con- 
trol for  the  settlement  of  railroad  labor  controversies, 
ought  not  to  be  listened  to  for  a  minute.  We  are  sur- 
prised that  even  the  men  should  favor  such  a  thing. 
Certainly,  if  they  want  justice  and  fair  treatment,  they 
will  be  more  likely  to  get  it  by  dealing  with  the  road 
that  employs  them  than  with  an  administrative  body 
that  merely  hears  the  evidence  and  knows  nothing  at 
first  hand  of  the  actual  conditions. 

Circumstances  have  made  it  necessary  that  there 
should  be  a  degree  of  help  offered  to  the  railroads  on 
restoring  them  to  private  control,  and  that  help  was 
given  by  Congress  instructing  the  Commission  to  make 
rates  that  would  assure  a  certain  net  revenue.  The  help 
was  offered  without  any  further  resort  to  paternalism 
than  was  absolutely  necessary.  Let  us  not  now  get  any 
further  into  that  way  of  doing  business,  necessary  as  it 
may  have  been  under  war  conditions.  We  want  no  more 
such  agencies  than  are  actually  necessary.  National 
adjustment  boards  are  not  only  not  necessary  but  would 
be  cumbersome.  The  roads  prefer  to  deal  with  their 
own  men  and  the  men,  if  they  could  be  free  from  the 
leadership  of  those  who  assume  to  lead  them,  would 
doubtless  prefer  to  deal  with  their  own  roads.  At  lea-t. 
in  that  way  their  interest  lies.  If  the  labor  leaders  keep 
on  in  their  unreasonable  demands  they  may  come  a 
cropper.  The  present  condition  of  the  labor  market  is 
not  conducive  to  the  enforcement  of  labor  ideas  that  do 
not  accord  with  good  business. 


112 


THE    TRAFFIC    WORLD 


Vol.  XXVH,  No.  3 


CANADIAN  RAILWAY  SITUATION 

(By  E.  W.  Beatty,  President  of  the  Canadian  Pacific  Railway.) 

Canada  is  blest  or  handicapped,  according  to  your  point  of 
view,  with  a  very  expensive  railway  mileage,  a  mileage  some- 
what out  of  proportion  to  its  population  and  the  transportation 
necessities  of  the  country  at  the  time  a  great  deal  of  it  was 
constructed.  The  improvident  construction  has  brought  about 
an  evolution  in  administration  which  has  been  considered  in- 
evitable. It  has  brought  a  condition  which  is  unique  and  has 
no  parallel  in  any  other  country  in  the  world,  so  far  as  I  know. 
It  means  the  ownership  of  the  principal  systems  by  the  govern- 
ment and  the  Canadian  Pacific  respectively  and  the  extents  of 
their  respective  systems  are  almost  equal. 

The  situation  which  is  unique  is  that  of  a  private  enterprise 
competing  with  a  government-owned  enterprise,  both,  however, 
subject  to  regulations  by  an  independent  tribunal,  the  Railway 
Commission.  The  existence  of  this  condition  naturally  creates 
a  situation  which  Imposes  upon  the  government  an  obligation 
to  exercise  an  almost  judicial  attitude  toward  its  chief  trans- 
portation competitor,  while  at  the  same  time  pressing  by  all 
legitimate  means  the  interests  of  the  national  railways  against 
that  competitor^  It  is  not  necessary  for  me  to  elaborate  the 
fact  that  such  an  attitude  is  as  difficult  as  the  position  is  deli- 
cate, and  to  exercise  even-handed  justice  in  such  circumstances 
requires  an  Intimate  appreciation  of  national  necessities  and  of 
the  national  consequences  of  a  policy  which  involves  unfair 
discrimination. 

The  appreciation  of  service  rendered,  when  it  is  properly 
rendered,  is  the  greatest  possible  protection  to  a  corporation, 
and  if  the  government's  position  is  difficult  by  reason  of  its 
large  direct  interest  in  one  enterprise,  still  the  government  re- 
flects in  its  policies  the  sentiment  of  the  people  as  a  whole,  and 
the  sentiment  of  the  people  is  in  a  vast  majority  of  cases  toward 
fair  competition.  But  I  have  another  reason  for  suggesting  that 
the  situation  gives  not  the  slightest  ground  for  alarm,  and  that 
is  the  acceptance  by  the  government  of  an  existing  condition 
not  altogether  of  their  making  and  a  determination,  as 
expressed  through  their  responsible  ministers,  that  fair  and  equal 
competition  will  be  indulged  in. 

Now  in  recent  years  the  railways  of  the  country,  no  matter 
what  the  complexion  of  their  stockholders  was,  have  been  pass- 
ing through  a  series  of  trials,  a  condition  which  has  been  com- 
moii  throughout  the  whole  civilized  world,  and  has  resulted  in 
various  drastic  and  artificial  remedies  being  applied  to  main- 
tain or  restore  the  transportation  efficiency  of  these  nations. 
We  are  not  through  with  our  struggle.  We  think  we  have 
reached  the  peak-load  of  expense  which  has  made  the  operation 
so  difficult,  especially  in  the  last  three  years.  Within  a  short 
time  I  expect  to  see  the  gradual  decline  in  operating  expenses, 
and,  other  conditions  permitting,  the  tendency  should  be  toward 
lower  rates,  but  in  the  gradual  progress  downward  toward 
more  normal  conditions  the  companies  will  have  problems  to 
determine  which  will  both  directly  and  indirectly  affect  the 
people  as  a  whole,  and  in  the  solution  of  these  problems  it  is 
essential  that  the  appreciation  of  their  difficulties  should  be 
secured  and  there  should  be  a  better  understanding  between 
the  companies  and  the  people  they  serve.  Next  to  providing 
of  adequate  service,  no  problem  is  of  more  vital  importance 
than  the  subject  of  rates. 

Two  theories  have  been  advanced  as  to  the  national  attitude 
or  the  attitude  of  Parliament  toward  the  question  of  railway 
rates.     One  is  that  the  rates  should  be  such  as  would  enable 
the  national  railways  to  become  self-supporting  both  as  to  op- 
.ting  expenses   and   fixed   charges  -almost   immediately.     The 
other  is  that  the  rates  should  not  have  been  increased,  but  that 
the  resultant  deficits  should  have  been  borne  out  of  the  national 
isury,  and  the  treasury  of  the  Canadian  Pacific  Railway,  re- 
stively.   Both  are  equally  unsound  and,  as  usual,  the  correct 
i  is  to  be  found  somewhere  between  the  two  extremes 
would  be  quite  improper  that  you  and  I  and  all  individuals 
and  companies  should  be  taxed  more  than  they  otherwise  would 
xed  so  as  to  enable  shippers  of  freight  to  have  their  produce 
transported  at  rates  which  are  less  than  reasonable.     It  would 
e  equally  improper  that  the  whole  burden  of  maintaining  na- 
lonal  railways  should  immediately  be  placed  upon  those  who 
the  properties  because  in  the  position  of  that  company 
t  f«f  nnlmemf  added  P^PerUes,  built  not  for  co-ordination 
competition,  it  should  not  be  expected  to  become  pay- 
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Id  Intervene  in  railway  administration  unless  forced  to  do 


public  tribunals  up  to  the  year  1917.  The  railways  were  not 
altogether  free  from  blame  in  bringing  this  about,  because  ini- 
tially their  attitude  of  inelasticity  in  dealing  with  the  public 
developed  a  sentiment  which  found  reflection  in  the  acts  of 
Congress  relating  to  transportation  and  to  the  administration 
under  those  acts  of  the  Interstate  Commerce  Commission.  That 
Commission  seemed,  in  former  years,  to  regard  it  as  its  para- 
mount duty  to  permit  the  railways  to  suffer  if  by  so  doing 
the  interest  of  the  public  was  temporarily  advantaged.  Obvi- 
ously this  was  an  incorrect  view,  the  duty  of  any  commission 
so  established  being  to  protect  the  interest  both  of  the  com- 
panies and  the  proprietors  of  them  and  the  public,  rather  than 
that  their  influence  should  be  directed  in  favor  of  either  one 
or  other  of  the  parties  in  any  controversy  affecting  the  railway 
and  the  public. 

Now,  whatever  may  be  said  of  our  railway  mistakes,  it  can- 
not  be  said  that  Canadian  railways  have  exacted  more  in  tolls 
for  their  service  than  they  were  reasonably  entitled  to  receive. 
The  companies  have  not  been  in  the  slightest  degree  profiteers 
and  their  earnings,  where  there  were  earnings,  have  been  mod- 
erate to  a  degree.  In  spite  of  these  factors  and  the  etrain  put 
upon  them  by  war  activities,  they  have  been  able  during  the 
last  five  years  to  perform  a  transportation  service  which  for 
efficiency  and  effectiveness  was  unequaled  in  any  country  in  the 
world. 

It  is  significant,  too,  that  while  the  so-called  increased  cost 
of  living  has  been  met  in  whole  or  in  part  by  wage  increases, 
and  while  the  increase  in  the  price  of  commodities  has  enabled 
the  traders  in  them  to  have  secured  in  many  instances  the  same 
or  higher  relative  profits  than  before  the  war,  in  no  case  has 
the  holder  of  a  Canadian  railway  security  obtained  more  than 
he  did  formerly,  and  what  he  receives  by  way  of  interest  or 
dividends  is  —  due  to  the  diminishing  purchasing  power  of  the 
dollar  —  worth  half  what  it  was  even  as  recently  as  the  year  1916. 

The  year  1921  is  apt  to  be  of  great  significance  to  the  rail- 
way progress  of  Canada.  It  will  be  a  year  of  test  and  it  will 
be  incumbent  upon  all  the  companies  to  reduce  costs  by  econ- 
omy and  efficiency  in  order  that  rates  may  be  reduced  as  speed- 
ily as  possible.  Canadian  transportation  companies  cannot  ex- 
pect  the  Canadian  people  to  continue  paying  high  rates  if  by 
any  act  of  the  companies  expense  can  be  reduced  to  permit  of 
these  rates  being  lowered. 

Under  the  present  conditions  of  operation  the  rates  are 
none  too  high—  in  fact,  would  prove  inadequate  if  the  volume 
of  traffic  even  slightly  diminished.  The  period,  however,  is  one 
of  readjustment  and  the  tendency  toward  lower  costs  will  un- 
doubtedly become  more  marked  during  the  coming  year  These 
conditions  must  be  taken  full  advantage  of  in  order  that  rates 
may  be  adjusted  to  a  more  normal  basis.  That  this  will  be 
done  goes  without  saying,  as  there  is  not  a  transportation  officer 
living  who  would  not  prefer  the  prosperity  of  his  enterprise  to 
be  accomplished  on  a  moderate  scale  of  rates  and  a  heavy  and 
free  movement  of  traffic  rather  than  in  any  other  way. 

CARS  FOR  BAGGAGE  AND  EXPRESS 

The   Traffic   World   Washington  Bureau 

Senator  Robinson  of  Arkansas  has  introduced  a  bill  (S  4817) 
under  which  the  Interstate  Commerce  Commission  would  have 
power  to  prescribe  the  kind  of  railway  cars  used  for  transport- 
ng  baggage  and  express  with  the  view  of  offering  greater  pro- 
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for  service  by  full  railway  express  or 
l  underframe  construction  where 
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CHANGES   IN    DOCKET 

p  28'  Public  Service  Commission  of  Oregon  vs. 

Pacific   Terminal   Co.   of   Oregon   et  al.,   assigned   for 
January  14,  at  Portland,  was  postponed  to  a  date  to  be  hereafter. 

homa^n^TJ"  I-  and  S"  1253'  glass  and  g^ssware  from  Okla-' 
cTceled  '  assigned  for  January  10  at  New  Orleans,  was 


January  15, 
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Current  Topics 

in  Washington 

Harding  Simplicity  Deprives  Railroads  of  Revenue. — Hard- 
ing's  inauguration  is  to  be  Jeffersonian — If  the  folks  out  in  the 
country  do  not  overrule  him  and  come  to  Washington  for  a  cele- 
hration  of  their  own  making.  It  Is  probable  that  the  request 
of  the  president-elect  will  cause  some  revision  of  estimates  by 
railroad  managers.  The  inauguration  always  has  been  the  pas- 
si  nger  department's  hay  time.  The  money  the  passenger  may 
expected  it  to  bring  into  the  treasury  this  year  will  have  to  be 
procured  elsewhere.  National  economy  by  reason  of  abstention 
from  inauguration  festivities  and  things  like  that  is  expected  to 
restore  normal  business  sooner  than  would  be  the  fact  if  every- 
body kept  on  spending  money  as  if  it  were  a  product  of  natural 
forces.  Restoration  of  normal  business  is  expected  to  help  the 
railroads  more  than  a  mere  temporary  increase  in  passenger  rev- 
enues. Washington  is  sitting  in  grief  as  a  result  of  the  decision 
to  have  no  public  doings  on  March  4.  But  Washington  will  ob- 
tain no  sympathy.  Everybody  in  the  country  has  been  led  into 
believing  it  is  a  blood  sucker.  In  the  last  three  or  four  years 
the  owner  of  real  estate  has  been  making  eight,  ten  or  twelve 
per  cent  on  his  money  instead  of  two,  three  or  four,  as  in  pre-war 
days  when  there  were  too  many  building  operations,  all  based 
on  the  theory  that  Washington,  as  the  capital  of  a  growing 
nation,  was  bound  to  grow  faster  and  faster.  The  amusing  part 
of  the  whole  matter  is  that  an  inauguration  is  one  of  the  few 
things  the  government  does  that  is  not  extravagant.  Congress 
appropriates  money  enough  to  erect  stands  in  front  of  the  Capi- 
tol— for  the  accommodation  of  the  congressmen  and  their  friends 
— and  gives  the  use  of  th§  pension  office.  The  loss  of  time  by 
the  clerks  in  that  office  is  always  counted  in  the  hundreds  of 
thousands  and  the  damage  by  reason  of  the  suspension  of  work 
as  other  hundreds  of  thousands.  Congress,  frequently,  but  not 
always,  appropriates  money  to  bring  the  cadets  from  the  military 
academies.  Frequently  units  of  the  army  or  navy  have  been 
brought  to  Washington,  the  theory  being  that  the  folks  in  the 
Capital  on  that  day  were  entitled  to  have  a  look  at  them  and 
that  they  were  willing  to  pay  the  expenses.  But  the  total  of 
such  expenses  has  been  small  in  comparison  with  the  costs  sug- 
gested or  implied  in  the  stories  which  have  been  sent  out  in 
the  hope  and  expectation  of  attracting  large  crowds  to  the  show 
—for  the  financial  benefit  of  Washington,  of  course,  just  as  other 
cities  advertise  when  they  have  induced  some  organization  to 
hold  a  convention  "in  their  midst." 


Shipping  Board's  Unbusinesslike  Methods. — Although  they 
may  not  all  be  models  themselves  of  business  men,  those  who  are 
called  on  to  consider  the  ways  of  the  Shipping  Board  are  laugh- 
ing at  what  might  be  called  the  puerile  methods  of  that  body. 
The  Board  has  become  a  joke  in  Washington.  Admiral  Benson, 
its  chairman,  looks  as  if  he  were  about  to  break  under  the 
strain  that  has  been  on  him  every  minute  since  he  has  been  a 
member.  Reports  that  the  President-elect  (he  became  so  on 
January  10)  is  thinking  of  plans  for  its  reorganization  about  the 
day  after  he  becomes  President,  receive  greater  credit  than  some 
other  reports  that  come  from  Marion.  Two  episodes  within  a 
week  have  served  to  call  attention  to  the  fact  that  there  is  some- 
thing wrong  with  the  Board's  ways.  The  first  was  at  the  hearing 
on  grain  rates.  The  members  of  the  Board  squabbled  in  public 
over  the  question  as  to  what  was  the  issue  before  the  Board. 
Commissioner  Thompson  several  times  interrupted  witnesses  to 
suggest  they  were  off  the  subject  because  they  were  making 
arguments  in  behalf  of  a  continuance  of  the  spread  between 
wheat,  and  flour  instead  of  telling  why  corn  and  its  products 
should  or  should  not  be  placed  on  the  same  basis.  The  fact  was 
that  those  who  wanted  to  talk  about  the  maintenance  of  the 
spread  between  wheat  and  flour  had  heard  that  Traffic  Manager 
Murphy  of  the  Emergency  Fleet  Corporation  had  said  the  spread 
might  be  increased,  or  something  of  that  kind.  What  he  had 
said,  if  anything,  was  not  in  the  record,  but  the  wheat  millers 
were  more  interested  in  that  than  in  the  corn  phase  of  the  sub- 
ject. They  wanted  to  dismiss  the  corn  phase  by  saying  that  of 
course  corn  should  be  treated  the  same  as  wheat,  and  devote 
their  attention  to  arguments  for  the  maintenance  of  the  wheat 
and  flour  differential.  They  could  not  attack  Murphy's  supposed 
declaration,  because  there  was  nothing  of  record  to  indicate  that 
he  had  said  anything.  The  other  episode  was  that  in  which  Com- 
missioner Goff  figured  as  having  proposed  to  sell  Board  ships  at 
$65  per  deadweight  ton,  which  proposal,  according  to  Martin 
Gillen,  was  discussed  in  a  Board  meeting.  Admiral  Benson  at 
first  brushed  aside  inquiry  about  the  matter  as  if  It  were  too 
ridiculous  even  to  deny.  Later,  when  it  was  pointed  out  that 
Mr.  Gillen  had  said  that  Commissioner  Goff  had  offered  the 
resolution,  Mr.  Goff  thought  it  sufficient  to  give  out  a  four-line 
statement  that  might  be  construed  as  indicating  that,  while  such 
a  proposal  had  been  made,  it  amounted  to  nothing.  At  almost 


the  same  hour,  through  the  mall,  came  a  printed  pamphlet  issued 
by  Cillen  giving  (In-  resolution  and  C.off's  long  argument  In  favor 
of  it.  It  would  seem  to  those  who  know  how  the  Interstate  Com- 
merce Commission  handles  public  business  that  the  Board  gives 
the  public  too  little  opportunity  to  know  what  It  Is  doing  or 
thinking  of  doing.  Had  the  Commission  had  ouch  a  thing  under 
discussion  it  would  have  made  up  a  docket,  stated  the  proposi- 
tion, an  then  held  a  hearing  so  that  everybody  Interested  could 
have  a  day  In  court.  As  things  are  done  by  the  Board,  a  favored 
few  appear  to  know  something  about  one  or  more  things,  an- 
other coterie  knows  about  something  else,  and  a  third  know« 
something  about  a  third  subject.  Under  that  system  the  general 
public  knows  practically  nothing  about  anything. 


Duplication  of  Agencies  in  Washington. — Max  Thelen,  while 
he  was  in  Washington,  always  had  his  eyes  and  ears  open.  Now 
that  he  has  gone  back  to  California  he  is  telling  about  some  of 
the  wasteful  things  that  go  on  In  Washington,  where  there  is 
more  money  wasted  than  anywhere  else  on  earth.  But  he  is 
not  telling  it  in  a  fault-finding  way.  Thelen  is  constructive,  not 
destructive.  Nor,  in  the  telling,  is  he  reflecting  or  intending  to 
reflect  on  any  administration  or  any  set  of  officeholders.  He  is 
merely  calling  attention  to  the  result  of  habits  of  waste  that 
have  grown  up  in  Washington  simply  because  this  country  has 
never  been  reduced  to  the  necessity  of  thinking  where  the  money 
to  do  what  it  desired  to  do  was  coming  from.  The  lack  of  a  na- 
tional budget,  of  course,  attracted  the  attention  of  Thelen,  as 
it  has  everybody  else  of  thinking  power  in  the  last  thirty  or  forty 
years.  That  fault  is  being  corrected,  without  the  help,  however, 
of  the  executive  branch  of  the  government.  The  thing  that 
struck  Thelen  was  the  multiple  duplication.  Ill  a  recent  speech 
he  pointed  out  that  there  are  47  different  departments,  bureaus 
and  commissions  engaged  in  activities  affecting  the  public  health ; 
25  agencies  making  maps  and  surveys;  30  conducting  chemical 
researches;  22  with  authority  to  make  engineering  researches, 
and  27  with  power  to  build  hydraulic  works.  He  pointed  out  that 
the  Secretary  of  the  Treasury,  in  addition  to  doing  the  financial 
work  of  the  country,  builds  public  structures,  operates  the  public 
health  service,  and  is  a  real  Secretary  of  War,  because  he  has 
both  an  army  and  a  navy,  known  as  the  coast  guard,  with  ships 
and  land  forces.  Even  in  the  matter  of  paying  pensions  to  sol- 
diers and  sailors,  the  federal  government  is  diffuse.  The  In- 
terior Department  pays  the  veterans  of  the  civil  war,  while  the 
Treasury  handles  that  matter  for  the  men  of  the  late  war.  So 
the  whole  service  goes,  duplication  on  duplication,  and  thus  far 
every  administration  has  continued  a  situation  that  a  business 
man  would  never  have  allowed  to  grow  up,  simply  because  he 
would  have  insisted  on  knowing  whether  the  work  could  not  be 
done  by  an  existing  administrator,  by  giving  him  a  few  more 
clerks.  President  Wilson  has  been  one  of  the  worst  of  the  presi- 
dents in  allowing,  if  not  actually  requiring,  duplication.  Every 
one  of  the  war  organizations  that  perplexed  business  was  a 
duplication  proposed  by  him  of  some  existing  executive  depart- 
ment, board  or  commission.  There  are  men  who  wonder  that 
the  country  got  through  the  war  with  so  small  an  expenditure 
as  $25,000,000,000.  Thelen  did  not  go  into  the  war-time  result 
of  the  mania  for  duplication.  The  whole  thing  is  so  ridiculous 
that  if  a  Kadiak  bear  has  twins,  one  black  and  the  other  brown, 
the  person  who  shoots  the  black  cub  must  settle  with  one  de- 
partment, while  the  one  who  shoots  the  other  must  settle  with 
another.  If  an  Alaskan  fox  is  shot,  the  shooter  must  make  his 
peace  with  the  Department  of  Agriculture.  If  the  hunter  had 
trapped  it  he  would  have  had  to  deal  with  the  Department  of 
Commerce. 


Coal  for  the  War  Department. — Col.  D.  B.  Wentz,  president 
of  the  National  Coal  Association,  who  bought  about  146,000  tons 
of  coal  for  the  War  Department  and  took  a  commission  of  fifty 
cents  a  ton,  made  one  suggestion  to  the  Calder  committee,  which, 
if  carried  out,  would  probably  be  worth  ten  times  the  amount 
of  money  Secretary  Baker  paid  him  for  obtaining  coal  for  the 
War  Department.  Wentz  told  the  senators  that  they  were  re- 
sponsible for  creating  the  condition  that  caused  Secretary  Baker, 
who  was  evidently  inclined  to  be  panicky,  to  direct  Wentz  to 
get  coal,  notwithstanding  Wentz's  advice  to  stay  out  of  the  mar- 
ket. The  suggestion  was  that  Congress  make  appropriations  f»r 
the  War  Department  in  time  so  that  it  would  be  able  to  go  into 
the  market  at  the  beginning  of  the  coal  year  (which  is  March) 
and  contract  for  supplies  for  the  year.  The  department,  how- 
ever can  do  nothing  of  that  kind  without  running  the  risk  of 
creating  a  deficit.  March,  the  beginning  of  the  coal  year,  is 
the  eighth  month  of  the  fiscal  year.  The  appropriations  for  the 
current  fiscal  year  have  been  laid  out  to  cover  expenditures  for 
this  year.  Money  carried  in  the  appropriation  bill  now  in  opera- 
tion, if  not  used  before  July  1,  will  revert  to  the  treasury. 
Therefore  no  cabinet  officer  has  any  warrant  in  law  for  making 
a  contract  In  March  or  April  for  delivery  after  July  1.  On  that 
day,  if  Congress  has  passed  the  appropriation  bill,  the  cabinet 
officer  will  know  how  much  he  may  spend  for  the  year  begin- 
ning on  that  day.  Until  the  war  upset  everything,  the  fact  that 
the  government's  year  began  in  the  middle  of  the  calendar 
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year  made  practically  no  difference.  The  buyer  made  the  mar- 
ket Since  the  war  and  until  this  year,  the  seller  has  been 
making  the  market.  Therefore,  when,  last  summer  the  War  I 
partment  needed  coal,  it  was  ready  to  buy  only  when  fabulous 
nricea  were  being  offered  for  coal  for  immediate  delivery.  The 
buyers  who  remained  out  of  the  market  did  not  get  "stung  for 
fancy  prices.  Yet  the  general  idea  is  that  Wentz  got  too  liberal 
a  commission  for  what  he  did,  especially  in  view  of  the  fact  that 
for  years  and  years  coal  operators  thought  they  were  in  clover  ii 
they  made  twenty-five  cents  a  ton  on  coal  and  many  were  well 
satisfied  with  fifteen  cents. 

Reducing  the  Car  Service  Division  Force.— Harding  is  not 
the  only  executive  who  has  advised  or  commanded  economy. 
The  American  Railway  Association,  for  a  month  and  a  half,  has 
been  reducing  the  force  of  the  car  service  division  so  that  at 
present  there  is  only  a  skeleton  of  clerks  and  inspectors  left  on 
the  pay  roll.  D.  E.  Spangler,  one  of  the  members  of  the  organi- 
zation, has  returned  to  the  Norfolk  &  Western.  He  was  not 
keen  to  come  to  Washington  in  the  first  place.  Another  reduc- 
tion in  the  clerical  and  supervisory  forces  of  the  car  service 
division  took  place  January  15  because  there  is  no  car  conges- 
tion and  probably  will  be  none  for  four  or  five  months.  Some 
of  the  inspectors  of  the  car  service  division  have  gone  to  the 
inspection  service  of  the  Commission,  which  never  was  as  big 
as  the  Commission  desired  it  to  be.  The  Commission's  desire 
for  more  experienced  men  in  that  line  of  work  was  shown  when, 
about  six  weeks  ago,  it  asked  the  Civil  Service  Commission 
to  hold  examinations  for  men  to  whom  salaries  as  high  as 
$5,000  a  year  would  be  paid.  There  are  some  men  who  cannot 
see  the  necessity  for  a  large  force  in  the  car  service  section  of 
the  Commission,  but  other  men  believe  that  before  August  there 
will  be  another  period  of  congestion.  They  think  that,  because 
the  public  is  buying  so  little  now,  it  is  considered  inevitable 
that  when  buying  is  resumed  things  will  be  much  as  they  were 
in  the  summer  of  1919.  The  car  shortage  that  ended  less  than 
a  month  ago  continued  for  more  than  a  year.  Things  now  are 
about  as  they  were  after  the  signing  of  the  armistice,  with 
everybody  apparently  stopping  to  catch  his  breath. 

A.  E.  H. 


EFFECT  OF  HIGH  FREIGHT  RATES 

(Address    by   T.    J.    McLaughlin,    traffic    manager,    the    Charles    Boldt 
Glass  Co.,  before  the  Traffic  Club  of  the  Cincinnati  Cham- 
ber of  Commerce,  January  10.) 

$3.15  to  distribute  one  bushel  of  potatoes,  thought  the  house- 
wife, and  we  can't  eat  distribution.  She  had  paid  $4.00  for  a 
bushel  of  potatoes,  and  a  note  on  one  of  the  potatoes  stated  the 
farmer  received  85  cents  a  bushel  for  raising  them — a  mere 
matter  of  subtraction  on  her  part. 

Business  men  today  in  this  section  of  the  country  find  them- 
selves very  much  in  the  same  frame  of  mind  as  that  of  the 
housewife — only  that  the  cost  of  distribution  is  eating  into  their 
.sales  cost  and  leaving  them  on  the  wrong  side  of  the  ledger. 

BUBlPffifi  r^efl  Hi*;pimsing  tlipap  TT|a1ttp[*g  this  ypar  find  freight 
rates  the  first  and  all-imnnrtant  anhippt— aftPi-warrl  COme  the 
other  factors  which  enter  into  the  location  of  a  plant. 

That  increase  in  freight  rates  with  which  the  Interstate 
Commerce  Commission  presented  the  country  last  summer — 
needful  as  it  was  under  all  circumstances — has  made  many 
changes  in  business  calculations.  It  has  seriously  disturbed  age- 
old  conditions  and  will  cause  many  a  balance  sheet  to  assume 
a  topsy-turvy  appearance  for  some  time  to  come.  At  the  same 
time  It  has  opened  the  door  for  an  expansion  and  a  develop- 
ment of  many  industries  which  might  never  have  been  possible 
otherwise.  Yesterday,  when  the  board  of  directors  sat  solemnly 
and  full  of  wisdom  on  the  subject,  "Where  shall  we  locate  that 
branch  factory?",  the  work  managers,  the  statisticians,  the  sales 
managers,  the  efficiency  men,  and  all  the  other  experts  called 
into  consultation  talked  of  labor  supply,  availability  of  raw  ma- 
terials, the  quality  of  transportation  to  be  had,  proximity  of 
the  consuming  market,  and  possibly  of  freight  rates  on  the  raw 
materials  and  the  finished  product. 

In  our  business,  for  instance,  in  1914  we  paid  $1.60  a  ton 
on  sand  from  Ottawa,  111.,  to  Cincinnati.  Coal,  $1.05  a  ton. 
These  are  the  two  principal  items  of  raw  material  of  the  manu- 
factured product.  On  the  other  hand,  we  could  ship  a  minimum 
car  manufactured  product  to  Louisville  for  $28.00,  to  St.  Louis, 
$40.50,  other  cities  in  a  relative  rate.  Today  the  freight  rate 
on  sand  is  $3.22  a  ton.  coal,  $2.10  a  ton;  a  minimum  car  of  manu- 
factured product  to  Louisville  cost  $72.00,  to  St.  Louis,  $99.00. 
These  radical  changes  in  freight  rates  structure  have  come  to 
paag  within  six  years. 

Since  1914,  we,  located  in  the  Central  Freight  Association 

ritory,   have   been   penalized   through    the   following   freight 

:e  advances:  5  per  cent,  15  per  cent,  25  per  cent,  40  per  cent, 

nd,  for  good  measure,  thanks  to  the  Disque  scale  (I    S    Docket 

>,  a  very  liberal  advance.     Quoting  the   fact  to  you  in  an- 

rrtner  way,  in  the  year  of  1914   the  first-class   rate   from   Cin- 

eveland  was  37  cents  per  hundred;   today  it  is  8G 

hundred,  or  138%  per  cent  increase  within  six  years. 

»  increase  to  the  50  per  cent  advance  to  the  Southern 


territory  and  GO  per  cent  in  the  Western  territory  in  the  same1 
space  o'f  time.  Reasoning  from  cause  to  effect,  we  find  here 
much  cause  for  alarm  at  our  door. 

The  St.  Louis  Chamber  of  Commerce  has  loudly  proclaimed 
that  figuratively  speaking,  New  York  has  been  pushed  eastward 
into  the  Atlantic  Ocean  some  1,500  miles,  as  measured  by  the 
present  freight  rates  of  the  Middle  West;  that  raw  material 
and  markets  of  the  Mississippi  Valley  and  Far  West  have  been, 
further  removed  from  the  long  haul  eastern  manufacturers  and 
that  they  have  been  drawn  closer  to  the  short  haul  St.  Louis 
manufacturers;  that  St.  Louis  commands  the  advantages  of 
short  haul  service  by  twenty-six  railroads  at  a  low  relative 
freight  charge  to  GO  per  cent  of  the  country's  buying  power, 
and,  last  but  not  least,  Mississippi  River  service  at  80  per  cent 
of  their  low  rail  freight  rates.  Could  any  city  have  greater 
talking  point? 

Gaze  upon  Detroit,  Mich.,  for  instance.  In  1914  the  freight 
rate  on  automobiles  in  carload  lots,  Detroit  to  New  York,  was 
64  cents  per  hundred;  1920,  $1.36  per  hundred. 

Gaze  upon  Pittsburgh  for  a  moment.  Sixty  per  cent  of  the 
steel  going  into  the  automobile  trade  is  made  in  Pittsburgh. 
The  freight  rate  on  automobiles  from  Pittsburgh  to  New  York 
in  1914  was  49.5  cents  per  hundred  in  carload  lots;  1920,  $1.035 
per  hundred.  Why  aren't  automobiles  made  in  Pitts- 
burgh? Henry  Ford  displayed  the  long  look  ahead  when  he 
established  assembling  plants  through  the  country,  thereby 
enjoying  the  advantage  of  low  freight  rates  on  iron  machine 
parts  with  heavy  loaded  cars,  assembling  the  machine  and 
making  the  laid  down  cost  to  the  ultimate  consumer  attractive. 

The  freight  rate  structure  of  today  will  force  all  shippers 
to  establish  central  distributing  plants  in  order  to  face  com- 
petition. Transportation  charges  can  now  be  measured  by  a 
yardstick,  and  communities  that  have  advantages  such  as  St. 
Louis  claims  to  have  will  naturally  gain  the  business.  The  new 
transportation  law  also  makes  the  stjidy  of  freight  rates  one  of 
economics.  That  is  to  say,  the  present  rates  are  built  with  the 
idea  of  paying  5%  per  cent  on  the  transportation  value  of  the 
railroads.  The  economic  feature  looms  up  in  the  nature  of 
tabulation  of  cost  of  one  product  over  that  of  another  product. 
In  this  cost  feature  such  items  as  claims  and  damage  of  the 
carrier's  equipment  will  receive  serious  consideration.  In  a 
word,  the  burden  will  be  to  make  each  commodity  pay  its  just 
proportion  of  the  cost.  This  is  a  big  subject,  and  I  am  -sure 
will  be  discussed  from  various  angles  by  civic  bodies  from  time 
to  time. 

Take  corrugated  boxes,  for  example.  Carload  quotations, 
Cincinnati,  cannot  meet  competition  in  the  southeastern  ter- 
ritory. It  cost  Cincinnati  to  ship  carload  to  Selma,  Ala.,  $2f>2.00; 
from  Chattanooga,  $87.00;  from  Brooklyn,  $207.00;  from  Cin- 
cinnati to  Waycross,  Ga.,  $311.40;  from  Chattanooga,  $156.00; 
from  Brooklyn,  $183.00;  from  Cincinnati  to  Montgomery,  Ala., 
$252.00;  from  Chattanooga,  $87.00;  from  Brooklyn,  $207.00,  on 
Cincinnati  commodity  rate  with  a  high  minimum,  while  Chatta- 
nooga and  Brooklyn  have  class  rates  with  low  minimum.  Cin- 
cinnati can  ship  from  Cincinnati  to  Chattanooga  and  reship  to 
Selma,  Ala.,  and  save  $45.00  <on  a  car,  $25.40  the  same  way  to 
Waycross,  and  $45.00  in  the  same  manner  to  Montgomery,  Ala. 

The  Cincinnati  shippers  ask  for  the  privilege  of  using  the 
class  rates,  high  as  they  are,  to  meet  this  competition. 

Section  422    nf  thp  apt   whiph  prnvjdeg  for  a  fair  return  on 


the  aggregate  value  of  the  property  of  the  carriers  held  and 
used  in  the  service  nf  transportation,  established  a  new  nr^p- 
Ciple  fn  rale  making-  and  snnnlnntg  tng  former  rule,  which  gave 
the  Interstate  Commerce  Commission  as  its  snip  rule  nr  stand- 
ard, the  direction  that  rates  -musf  bP  "just  and  reasonably" 
TTprier  this  gp.ptlnn,  the  C^5ijJigHint1  TTIT°t  ^alnp  ftlP  railroads  as 
a  whole  or  by  territories  and  then  so  adjust  the  rates  that  they 
will  vielfi  as  a  fair  return  5%  per  cent  on  the  aggregate  value 
and  may  allow  an  additional  one-half  r»pr  nont  fnr  improvements, 
t-chargeable  to  capitaL-accQlinl. 


The  Interstate  Commerce  Commission  has  placed  the  value 
at  $18,900,000,000.  Six  per  cent  would  mean  $1,134,000,000.  That 
means,  of  course,  that  Cincinnati  must  pay  her  just  proportion 
of  the  total  amount.  That  also  means  that  Cincinnati  should 
enjoy  the  benefit  of  her  geographical  location.  In  other  words, 
Cincinnati  today  should  be  in  a  position  to  meet  Brooklyn  com- 
petition on  corrugated  boxes.  The  carrier  and  the  shipper  must 
meet  on  a  50-50  basis;  a  high  rate  as  well  as  a  low  rate  will  spell 
failure.  When  you  starve  the  shipper,  you  starve  the  carriers. 
You  cannot  defeat  the  final  act. 

The  5V6  per  cent  basis  as  a  rate  structure  will  make  It  im- 
possible to  place  California  oranges  on  the  New  York  break- 
fast table  at  a  moderate  price.  Oranges  to  the  long  haul  con- 
sumer will  be  classed  as  forbidden  fruit.  Obviously,  if  the  car- 
riers haul  oranges  across  the  country  below  cost,  the  deficit  will 
be  made  through  penalizing  other  commodities.  The  sum  and 
total  of  the  proposition  simply  means  that  business  must  be 
localized  through  distributing  plants'  at  various  sections  of  the 
country  to  take  advantage  of  the  new  conditions  created  by  the 
transportation  act.  The  final  word  in  the  matter  is  the  ruling  of 
the  Interstate  Commerce  Commission.  The  rates  that  it  orders 
must  be  paid. 
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Decisions  of  Interstate  Commerce  Commission 


RATE  ON  COAL  TAR 

In  a  report  on  No.  11262,  Phelps  Dodge  Corporation  vs.  Ari- 
zona Kastern,  et  al.,  opinion  No.  6515,  59  I.  C.  C.  561-2.  the  Com- 
mission has  gone  through  the  form  of  denying  reparation  to  the 
complainant  on  two  tank  cars  of  coal  tar  from  Hayden,  Ariz.,  via. 
Lordsburg,  N.  M.,  to  Morenci,  Ariz.,  but  in  the  end  telling  t!u> 
complainant  that  it  need  not  pay  the  outstanding  undercharges 
of  6.5  cents.  The  complainant  paid  98  cents  per  100  pounds, 
shipped  in  August,  1918,  and  then  complained  about  It  as  unrea- 
sonable. The  Commission  found  that  the  legally  applicable  rate, 
over  the  route  of  movement  was  $1,045.  The  rate  of  98  cents  as- 
sessed and  collected  contained  an  inapplicable  factor.  The  com- 
plainant suggested  50  cents  as  a  reasonable  rate  because  that 
was  the  rate  in  the  reverse  direction.  The  Commission  found 
that  the  $1.045  legally  applicable  rate  was  unreasonable  because 
it  exceeded  a  c  >mbination  of  66.5  to  Lordsburg  and  a  factor  of 
31.5  from  El  Paso  to  Morenci.  Lordsburg  is  intermediate  to  El 
Paso,  from  which  point  a  rate  of  31.5  cents  applies  to  Morenci. 
Therefore  the  collection  of  the  undercharge  was  waived  and  the 
complainant  relieved  from  paying  any  more. 


RATES  ON  ONION  SETS 

Holding  that  rates  on  onion  sets,  in  carloads,  from  Morton 
Grove,  Ills.,  to  points  in  central  territory  between  the  western 
terminii  of  the  trunk  lines  and  the  Illinois-Indiana  line  had  not 
been  shown  to  be  unreasonable  or  unduly  prejudicial,  the  Com- 
mission has  dismissed  No.  11128,  Vaughn's  Seed  Store  vs.  C.  M. 
&  St.  P.,  et  al.,  opinion  No.  6503,  59  I.  C.  C.  537-8.  The  com- 
plainant is  an  onion  set  grower  at  Morton  Grove,  just  outside  of 
the  Chicago  switching  district.  The  allegation  was  that  the 
rates  under  attack  were  unreasonable  and  unduly  preferential  of 
De  Plaines,  within  the  switching  limits  of  Chicago,  to  the  extent 
that  they  exceeded  the  Des  Plaines  rates. 

The  Commission  said  that  the  disadvantage  against  which 
the  complainant  made  his  attack  is  due  to  the  fact  that  Dea 
Plaines  is  in  the  Chicago  rate  group  while  Morton  Grove,  only 
six  miles  distant,  is  in  the  Milwaukee  group.  The  railroads  op- 
posed an  extension  of  the  Chicago  district  or  a  ruling  that  the 
rates  on  onion  sets  from  Morton  Grove  should  be  no  higher  than 
from  Des  Plaines.  The  last  mentioned  place  is  in  the  manufac- 
turing district  of  Chicago,  with  a  few  onion  set  farms  in  its  vicin- 
ity. Morton  Grove  is  in  the  heart  of  the  seed  and  trucking  region. 
The  railroads  contended  that  if  Morton  Grove  were  given  the 
Chicago  rate,  every  other  seedman  would  demand  like  treatment 
for  his  products,  on  the  theory  that  their  farm  lands  were  in  the 
Chicago  manufacturing  district. 

At  one  time  Chicago  and  Milwaukee  took  the  same  rates  to 
the  old  CFA  territory,  now  known  as  central  territory,  but  in  re- 
cent years,  Milwaukee,  on  the  shorter  haul,  has  taken  an  arbi- 
trary of  two  or  three  cents  higher. 


RATE  ON  COTTON  PIECE  GOODS 

In  a  report  written  by  Commissioner  Daniels  on  No.  11023. 
St.  Louis  Chamber  of  Commerce  vs.  Alabama  Great  Southern 
et  al.,  opinion  No.  6524,  59  I.  C.  C.,  586-90,  the  Commission  has 
held  that  rates  on  cotton  piece  goods  from  Boston,  New  York, 
Philadelphia,  Baltimore,  and  related  points  to  St.  Louis,  are  not 
unreasonable,  hut  unduly  prejudicial  to  St.  Louis  and  preferential 
(if  Memphis. 

In  the  order  issued  to  carry  out  the  views  of  the  Commis- 
sion in  this  case,  the  carriers  have  been  directed  to  establish  on 
or  before  April  18,  on  statutory  notice,  rates  on  cotton  piece 
?oods  from  New  York  and  Boston  to  St.  Louis  that  shall  not 
exceed  15  cents  per  hundred  pounds  less  than  the  rates  contem- 
poraneously maintained  by  them  on  like  traffic  from  the  same 
points  of  origin  to  Memphis,  and  rates  on  such  traffic  from 
Philadelphia,  Baltimore,  and  related  points  to  St.  Louis  that 
shall  bear  existing  relationships  to  the  rates  from  Boston  and 
New  York  to  St.  Louis;  that  is,  that  the  rates  from  Philadelphia 
nnd  Baltimore  shall  be  in  accordance  with  the  recognized  port 
differentials  of  Philadelphia,  two  cents  under  New  York  and  Bal- 
timore, one  cent  under  Philadelphia. 


RATES  ON  NITRATE  OF  SODA 

The  Commission,  in  a  report  on  No.  11174,  E.  I.  du  Pont  de 
Nemours  &  Co.  vs.  Pennsylvania  Railroad  et  al.,  opinion  No. 
6519,  59  I.  C.  C.,  570-3,  held  unreasonable  a  joint  rate  of  50.5 
on  nitrate  of  soda  imported  from  Chile  via  Baltimore  to  Barks- 
dale,  Wls.,  because  in  excess  of  the.  aggregate  of  the  inter- 
mediate of  45  cents.  Reparation  is  to  be  made  to  that  basis 
anil  that  rate  of  45  cents  increased  by  the  percentages  allowed 
in  Ex  I'arte  No.  74  is  to  be  established  on  imported  nitrate,  from 


Baltimore  to  Barksdale,  not  later  than  March  5.  This  violation  of 
the  aggregate  of  the  intermediates  part  of  the  fourth  section 
was  brought  about  by  the  cancellation  of  import  and  export 
rates  by  General  Order  No.  28,  on  June  25,  1918.  The  traffic 
in  question,  144  carloads  of  nitrate  of  soda,  was  shipped  in 
August,  1918. 


RATES  ON  SULPHURIC  ACID 

An  order  of  dismissal  has  been  made  in  No.  11276,  Mexican 
Petroleum  Corporation  of  Louisiana  vs.  Indiana  Harbor  Belt 
Railroad  Company  et  al.,  opinion  No.  6507,  59  I.  C.  C.,  545-6. 
The  Commission  held  that  the  rates  on  sulphuric  acid  in  tank 
cars  from  Grasselli,  Ind.,  to  Destrehan,  La.,  were  not  unreason- 
able, but  were  unduly  prejudicial.  The  undue  prejudice  con- 
sisted of  a  violation  of  the  fourth  section,  Destrehan  being  an 
intermediate  point  on  shipments  moving  from  Grasselli  to  New 
Orleans  by  the  way  of  the  Yazoo  &  Mississippi  Valley  and  also 
intermediate  to  Baton  Rouge  on  shipments  moving  from  Grasselli 
to  New  Orleans  and  thence  via  the  Yazoo  &  Mississippi  Valley 
to  Baton  Rouge.  The  Commission  said  that  the  complainant 
was  and  Is  in  competition  with  oil  refineries  at  Baton  Rouge  and 
at  other  points  taking  the  same  rates  as  New  Orleans.  All  oil 
refiners  use  sulphuric  acid,  but  the  Commission  held  that  the 
complainant  had  not  shown  itself  to  have  been  damaged  by  rea- 
son of  departure  from  the  rule  of  the  fourth  section.  In  fourth 
section  order  No.  7797,  based  on  portions  of  fourth  section  ap- 
plications Nos.  2043,  2045  and  1606,  the  Commission  denied  fur 
ther  relief  and  required  the  carriers  to  line  up  their  rates  on  or 
before  April  1. 


ABSORPTION  OF  HANDLING  CHARGES 

The  Missouri  Pacific  and  the  Texas  &  Pacific  will  continue 
to  absorb  port  handling  charges  on  clean  rice  and  rice  products, 
at  New  Orleans,  tendered  for  export  and  coastwise  shipment. 
The  handling  charges  absorbed  vary  from  three  quarters  to  one 
cent  per  100  pounds.  The  carriers,  in  defense  of  I.  and  S.  No. 
1204,  'Absorption  of  Handling  Charges  at  New  Orleans,"  opinion 
No.  6527,  59  I.  C.  C.  597-8,  said  the  cost  to  them  was  about  two 
cents  per  hundred  and  that  they  could  not  afford  to  absorb. 
Clean  rice  and  rice  products  from  Lake  Charles  and  Crowley, 
La.,  would  have  been  primarily  affected  by  the  declination  to 
absorb. 

In  answer  to  the  railroad  contention,  the  protestants  pointed 
out  that  the  Increase  in  transportation  rates,  In  recent  years, 
had  Jbeen  much  greater  than  the  increases  in  handling  charges 
and  'that  therefore  the  railroads  could  afford  to  continue  ab- 
sorption. To  show  that  the  rates  on  clean  rice  from  Crowley 
and  Lake  Charles  are  not  unduly  low,  the  protestants  pointed 
to  the  fact  that  rates  of  20.9  and  13  cents  apply  from  Crowley 
and  Lake  Charles  to  New  Orleans,  while  the  rates  on  rice  are 
27  and  25.5  cents  respectively. 


RATES  ON  NAILS 

In  a  report  on  No.  11292,  Parkersburg  Rig  and  Reel  Co.,  vs. 
A.  T.  &  S.  F.,  et  al,  opinion  No.  6516,  59,  I.  C.  C.  563-5,  the  Com- 
mission held  unreasonable  the  rates  on  nails  shipped  in  mixed 
carloads  with  oil-well  outfits  and  supplies,  from  Parkersburg,  W. 
Va.,  to  points  in  Texas,  and  awarded  reparation. 

The  question  was  as  to  whether  the  inclusion  of  not  more 
than  500  pounds  of  nails,  to  be  used  in  erecting  oil  well  der- 
ricks, was  permissible  under  rating  on  oil-well  outfits.  In  a 
complaint  by  the  same  company  against  the  Santa  Fe.  the 
Commission,  in  50  I.  C.  C.  416  ruled  that  the  imposition  of  the 
L.  C.  L.  rate  on  nails  included  in  an  outfit  was  unreasonable 
and  directed  the  carriers  to  establish  a  rating  that  would  permit 
the  inclusion  of  the  nails  needed  to  erect  the  outfit. 

In  the  Consolidated  Classification,  which  became  operative  on 
December  30,  1919,  nails  were  excluded.  The  Commission  allowed 
that  change  to  be  made,  probable  because  the  matter  was  not 
called  to  its  attention.  In  the  earlier  case  the  Commission  denied 
reparation  because  the  railroads  could  not  have  guessed  what  it 
would  think  about  the  matter.  In  this  case,  however,  reparation 
is  to  be  made  to  the  basis  of  the  rate  on  outfits. 


RATES  ON  COTTONSEED 

As  a  cure  for  unreasonableness,  the  railroads  must  establish 
a  rate  of  not  more  than  37.5  cents  from  Opelousas,  Sunset,  New 
Iberia,  Leonville,  Breaux  Bridge,  St.  Martlnvllle,  Arnaudville, 
Whiteville,  and  Lawtell,  La.,  In  the  heart  of  the  Evangeline  coun- 
try, to  San  Antonio,  Tex.,  on  or  before  March  1  on  not  less  than 
five  days  notice.  That  is  the  order  in  No.  11082.  Texas  Refining 
Co.  vs.  New  Orleans,  Texas  &  Mexico  et  al..  opinion  No.  6509,  r,!) 
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I  C  C  648-60.  Reparation  was  asked  on  43  carloads  of  cotton- 
seed shipped  between  September  19,  1918  and  January  20,  1919. 
The  shipments  originated  at  ten  points  In  Louisiana.  A  rate  of 
37  5  cents  applied  in  the  opposite  direction  but  the  Commission 
did  not  order  the  reduction  in  rates  on  the  westbound  traffic  on 
that  account.  It  found  that  a  rate  of  37.5  cents  applied  from 
Baton  Rouge,  New  Orleans  and  Vicksburg,  all  east  of  the  points 
of  origin  of  the  seed  in  question,  to  San  Antonio  and  other  Texas 
common  points,  for  hauls  which,  in  some  instances  exceeded  600 
miles  The  haul  from  Quitman,  La.,  one  of  the  ten  complaining 
points,  to  San  Antonio,  is  613  miles,  and  from  Onville,  649  miles. 
The  rate  from  Lake  Charles,  one  of  the  points  of  origin  of  some 
of  the  43  carloads  In  question,  to  San  Antonio,  was  and  is  37.5 
cents. 

Specifically  the  Commission  found  that  the  rates  from  Lake 
Charles  and  Onville  were  and  are  not  unreasonable;  that  the 
shipment  from  Quitman  was  misrouted  and  that  the  rates  from 
the  other  points  mentioned  were  unreasonable  and  that  repara- 
tion should  be  made  down  to  the  basis  of  37.5  cents. 

RATES  ON  SULPHURIC  OR  SLUDGE  ACID 

The  Commission,  in  a  report  on  No.  11195,  Ohio  Cities  Gas 
Company  vs  Central  Railroad  Company  of  New  Jersey  et  al., 
opinion  No.  6505,  59  I.  C.  C.,  541-2,  has  held  unreasonable  rates 
of  31.5  and  39.5  cents  on  spent  sulphuric  or  sludge  acid  shipped 
in  tank  carloads  from  Cabin  Creek  Junction,  W.  Va.,  to  Carteret, 
N.  J.,  because  and  to  the  extent  that  they  exceeded  22.8  cents 
prior  to  June  25  and  28.5  cents  subsequent  to  June  25,  1918. 
The  condemned  rates  were  the  fifth  class  charges  applicable  on 
sulphuric  acid.  Effective  December  15,  1919,  the  carriers  estab- 
lished a  commodity  rate  of  28.5  cents,  the  same  as  contempo- 
raneously applicable  on  petroleum. 

Sulphuric  acid,  after  being  used  in  refining  petroleum,  be- 
comes spent  sulphuric  or  sludge  acid  and  of  value  only  to 
fertilizer  manufacturers.  It  is  very  heavy,  weighing  more  than 
135  pounds  to  the  gallon,  and  worth  from  $10  to  $12  per  ton, 
which  is  considerably  less  than  fresh  sulphuric  acid  or 
petroleum.  The  complainant  said  that  application  of  the  fifth 
class  rate  to  such  a  heavy  loading  and  low  value  commodity 
meant  that  it  would  be  wasted  because  it  could  not  stand  the 
transportation  charge.  The  carriers  were  willing  to  establish  a 
rate  as  low  as  that  on  petroleum,  but  objected  to  making  repara- 
tion. The  Commission,  however,  held  that  they  should  make 
reparation  down  to  the  basis  of  the  subsequently  established 
rate. 


RATES  ON  MARBLE  AND  MARBLE  TILE 

The  Commission  has  dismissed  No.  11254,  Georgia  Show 
Case  Co.  vs.  Louisville  &  Nashville,  Director-General  et  al., 
opinion  No.  6506,  59  I.  C.  C.  543-4,  the  holding  being  that  rates 
on  mixed  carloads  of  polished  marble  and  sand-rubbed  marble 
tile  from  Knoxville,  Tenn.,  to  Lakeland,  Fla.,  were  applfcable 
and  had  not  been  shown  to  be  unreasonable.  The  evidence  was 
directed  chiefly  against  the  factor  from  Jacksonville  to  Lake- 
land. The  complainant  referred  to  the  Florida  exceptions  to 
Southern  Classification  pertaining  to  "stone:  Blocks  or  slabs, 
rough  quarried,  sawed  or  sand-rubbed  (or  slushed)  per  car  of 
30.000  pounds,  class  P."  The  complainant  contended  that  the 
marble  tile  should  have  been  charged  under  that  classification 
but.  the  Commission  said  that  while  marble,  generically,  is 
stone,  the  fact  that  there  were  ratings  on  marble  were  sufficient 
to  indicate  that  tile  of  that  kind  was  not  intended  to  be  in- 
cluded under  the  rating  on  stone. 


RATES  ON  EXPORT  SULPHUR 

The  Commission,  In  a  report  on  I.  and  S.  No.  1216,  Sulphur 
from  Texas  Points  to  Beaumont  and  Port  Arthur,  Tex     for  Ex- 
port, opinion  No.  6518,  59  I.  C.  C.  568-9,  has  condemned  a  pra- 
ised increase  In  the  rates  on  sulphur  from  Bryanmound,  Free- 
port,  Gulf  Hill  and  Damon,  Tex.,  to  Beaumont  and  Port  Arthur 
r  export  as -not  having  been  justified.     The  proposal  was  to 
increase  the  rate  from  the  points  of  origon  mentioned   to  Beau- 
mont  from   $1.89   to   $2.295  per   gross   ton   and   to   Port  Arthur 
2.16    to    $2.295.    The    schedule    proposing   the    increases 
e  suspended  upon  the  protest  of  the  Beaumont  Chamber  of 
oramprcp,  to  February  8,  1921.     The  proposal  would  have  put 
ulphur  from  all  the  points  of  origin  in  both  Texas  and 
slum  on  the  basis  of  a  rate  of  $2.295.    The  increase  was 
proposed  because  the  Union  Sulphur  Company,  which  operates 
Sulphur  Mine,  La.,  protested  the  lower  rates  from  the  Texas 
points.    The  rate  of  $2.295  from   Sulphur  Mine   Is  a  domestic 
itp,  no  export  rate  from  Sulphur  Mine  being  in  effect  via  the 
involved   in   this   proceeding.     The    Sulphur   Mine 
operation,  however,  has  an  export  rate  of  $1.08  via  Sabine   Tex 
86  miles,  and  traffic  from  Sulphur  Mine  to  Sabine 
through   Beaumont.    The  failure  of  the   respondents  to 
i  the  same  rate  to  Beaumont  was  made  the  subject  of 

TS?£!  an"  thP  Beaumont  Cumber  of  Commerce' 
that  <here  was  no  objection  on  the  part  of  the 


railroads  to  such  an  equalization,  could  assurance  be  given  that 
the  rate  would  be  used. 


RAILS  AND  TRACK  MATERIAL 

An  award  of  reparation  on  a  finding  of  unreasonableness  has 
been  made  in  No.  11429,  Birmingham  Rail  and  Locomotive  Co.  vs. 
Southern  Railway,  opinion  No.  6530,  59  I.  C.  C.  602-4,  with  regard 
to  a  rate  of  28  cents  per  100  pounds  on  rails  and  railway  track 
material,  equivalent  to  $6.272  per  long  ton,  from  Charleston,  S.  C., 
to  North  Birmingham,  Ala.  The  Commission  found  it  unreason- 
able to  the  extent  that  it  exceeded  $4.10  per  ton,  the  rate  put  into 
effect  in  February  5,  1917,  a  short  time  after  the  shipments  in 
question  were  made,  in  December,  1916. 

REPARATION  FOR  UNREASONABLE  RATE 
Reparation  has  been  ordered  in  No.  11259,  John  J.  Bateman 
vs.  Southern  Pacific  et  al.,  opinion  No.  6514,  59  I.  C.  C.  559-60,  on 
account  of  an  unreasonable  rate  of  61  cents  on  second  hand  wire 
rope  and  second  hand  wire  cable  from  Coalinga,  Calif.,  to  Port- 
land, Ore.  Reparation  is  to  be  made  to  the  basis  of  a  subsequently 
established  commodity  rate  of  43  cents. 

COAL,  CONNELLSVILLE  TO  SEABOARD,   N.  J. 

Using  its  decision  in  Seaboard  By-Product  Coke  Company  vs. 
Director-General,  53  I.  C.  C.,  598,  as  a  guide,  the  Commission  has 
awarded  reparation  in  No.  11036,  Seaboard  By-Product  Coke 
Company  vs.  Delaware,  Lackawanna  &  Western  et  al.,  opinion 
No.  6502,  59  I.  C.  C.,  535-6,  holding  that  the  rates  on  shipments 
of  coal  from  Connellsville  to  Seaboard,  N.  J.,  between  Novem- 
ber 22,  1917,  and  February  24,  1918,  were  unreasonable  because 
and  to  the  extent  that  they  exceeded  a  rate  of  $2.35  per  ton,  to 
which  basis  reparation  is  to  be  made. 


RATES  ON  SOAPSTONE  BLOCKS 

The  Commission  has  dismissed  No.  10784,  Atlantic  Paper 
&  Pulp  Corporation  vs.  Nelson  &  Albemarle,  Director-General  et 
al.,  opinion  No.  6512,  59  I.  C.  C.,  555-6,  holding  that  the  rates  on 
soapstone  blocks,  not  dressed,  in  carloads,  from  Arrington  and 
Schuyler,  Va.,  to  Port  Wentworth  within  the  switching  limits  of 
Savannah,  were  not  unreasonable  or  otherwise  unlawful. 


COAL,   WYOMING   TO    NEBRASKA 

An  award  of  reparation  has  been  made  in  No.  11152,,  Hord 
Alkali  Products  Co.  et  al.  vs.  C.  B.  &  Q.  et  al.,  opinion  No.  6520, 
59  I.  C.  C.  574-7,  on  account  of  an  unreasonable  rate  on  slack 
coal  from  Sheridan,  Wyo.,  to  Antioch,  Hoffland  and  Lakeside. 
Neb.,  in  the  period  between,  June  25,  1918,  and  February  19, 
1919.  During  that  period  the  rate  was  $2.70  per  ton.  The  Com- 
mission's decision  is  that  it  should  not  have  exceeded  $2.60. 
As  to  the  rates  before  and  since  that  period,  the  Commission 
held  they  had  not  been  shown  unreasonable,  unjustly  discrimi- 
natory or  unduly  prejudicial. 


RATE  ON   MANILA   HEMP 

The  Commission  has  dismissed  No.  11145,  Columbian  Rope 
Co.  vs.  Canadian  Pacific,  Director-General,  et  al.,  opinion  No. 
6531,  59  I.  C.  C.,  605,  on  a  holding  that  the  rate  on  manila 
hemp  from  Vancouver,  B.  C.,  and  Se'attle  and  Tacoma,  Wash, 
to  Auburn,  N.  Y.,  was  not  unreasonable  or  otherwise  unlawful. 


DEMURRAGE  ON   SCRAP    IRON 

An  order  of  dismissal  has  been  entered  in  No.  11181,  Joseph 
L.  Lieberman  et  al.  vs.  C.  &  N  W.  et  al.,  opinion  No.  6528,  59 
I.  C.  C.,  599-600,  the  Commission  holding  that  demurrage  charges 
SOT  the  detention  at  Proviso,  111.,  of  a  carload  of  scrap  iron 
shipped  from  Racine,  Wis.,  to  East  Chicago,  Ind.,  were  not  un- 
reasonable or  otherwise  unlawful. 


IMPORTED  BLACKSTRAP  MOLASSES 
Holding  that  the  rate  on  imported  blackstrap  molasses  from 
New  Orleans  to  Union  City,  Tenn.,  was  neither  unreasonable  nor 
unduly  prejudicial,  the  Commission  has  dismissed  No.  11198,  New- 
Orleans  Joint  Traffic  Bureau  et  al.  vs.  Illinois  Central,  opinion 
No.  6529,  59  I.  C.  C.,  G01.  The  Commission  said  that  the  rate 
charged  was  in  accordance  with  the  recognized  adjustment  on 
blackstrap  and  edible  molasses  throughout  the  southeast 


MISROUTING  OF  TURNTABLE 

The  Commission  has  awarded  reparation  in  No.  11135,  Mc- 
^T      o,:£ivrr  Railroad  Company  vs.  Oregon  Short  Line,  opinion 
I.  C.  C.,  539-40,  on  account  of  the  misrouting  of  a 
turntable  shipped  from  Pocatello,  Ida.,  to  McCloud,  Cal. 

RATE   ON    SCRAP    IRON 

In  a  report  on  No.  10759,  Cohen-Schwartz  Rail  &  Steel  Co. 

Director-General  et  al.,  opinion  No.  6501,  59  I.  C.  C.  533-4. 
the  Commission  has  condemned  a  joint  rate  on  scrap  iron  from 
Lafayette,  Ind.,  to  Columbus,  O.,  as  unreasonable  because  it 
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s  of  the  aggregate  of  thp  interniPdlatPs.  The 
charge;  collected  were  less  than  those  which  would  have  ac- 
,-rued  at  the  illegal  rate.  Therefore,  the  Commission  waived 
the  rnllecrion  of  undercharges  and  directed  the  carriers  to  cor- 
rect the  fourth  section  violation. 


FRUITS  AND  VEGETABLES,  CALIFORNIA  TO  NEW  MEXICO 
A  finding  of  unreasonableness  and  award  of  reparation  have 
lii-eii  made  in  No.  11014.  Murray  &  Layne  Company  vs.  Southern 
r;uinc  et  al..  opinion  No.  6511,  59  I.  C.  C.,  552-4,  the  holding 
ig  that  rates  on  fresh  fruits  and  vegetables,  In  mixed  car- 
loads, from  Los  Angeles,  Cal.,  to  Deming,  N.  M.,  were  unreason- 
able  in   i lie   extent   that,  they  exceeded  a  rate  of  $1.04  per  100 
pounds  subject  to  the  increases  authorized  in  Ex  Parte  No.  74. 
Commission  lias  ordered  the  Southern  Pacific  to  establish 
Hie   rate   of   $1.04    increased   by   the  percentage  allowed   In   the 
rte  proceedings  on  or  before  May  2,  1921. 


RATING   ON    CHERO-COLA    SYRUP 

An  order  of  dismissal  has  been  made  in  No.  11273,  Chero- 
liniiling  Company  vs.  A.  B.  &  A.  et  al.,  opinion  No.  6508, 
C.    C.,   517.   the   Commission   holding  that  the  third   class 
ng  and   rate   applied   on   L.   C.   L.   shipments   of  Chero-Cola 
ip  from  Columbus.  Ga.,  to  Brunswick,  Ga.,  in  1919  were  prop- 
applicable  and   not  shown  to  have  been  unreasonable  or 
otherwise  unlawful. 


SULPHURIC  ACID,  TROY  TO  ATLANTA 
An  award  of  reparation  has  been  made  in  No.  11629,  Swift 
&  Co.  vs.  Director-General  as  agent,  opinion  No.  6510,  59  I.  C.  C., 
on  account  of  an  unreasonable  rate  on  sulphuric  acid  in 
lank  cars  from  Troy,  Ala.,  to  Atlanta,  Ga.  Freight  charges 
were  collected  at  the  applicable  six  class  rate  of  47.5  cents  per 
inn  pounds.  Effective  September  18,  1918,  a  commodity  rate 
of  $2.60  per  net  ton  was  established.  When  the  shipments  moved 
there  was  in  effect  over  the  route  of  the  movement  a  combina- 
tion commodity  rate  of  $3.70  per  net  ton,  the  combination  being 
bused  on  Montgomery,  Ala.  The  carrier  admitted  the  unreason- 
ableness of  the  rate  collected  and  expressed  willingness  to  make 
reparation  to  the  basis  of  the  $3.70  per  ton  combination. 


CLASS  ARBITRARIES  TO  SEW  ALL'S  POINT 

In  a  report  written  by  Commissioner  Eastman  on  I.  and  S. 

No.    1217.  Class  Arbitraries  to   Sewall's  Point,  Va.,  opinion  No. 

'-"-"I,  59  I.  C.  C.  591-4,  the  Commission  has  condemned  the  pro- 

'•(1  cancellation  of  joint  through  class  rates  applicable  on  less- 

than-carload    traffic   from    points   on   their   lines    to    the   United 


Stati-*  Naval  Operating  Hasp,  Hampton  Koiulx.  Bewall'x  Point, 
Va.  The  suspended  schedules  are  to  be  cancelled  on  or  before 
February  5. 

Traffic  arriving  over  the  New  York.  Philadelphia  &  Norfolk 
for  points  on  the  line  of  the  Virginian,  the  delivering  carrier  at 
the  naval  base.  Is  Interchanged  at  Norfolk  and  delivered  through 
i  lie  medium  of  the  Portsmouth  Belt  as  the  Intermediate  carrier. 
All  other  traffic  of  that  kind  is  trucked  from  the  freight  bouses 
of  the  inbound  carriers  to  the  rails  of  the  Virginian.  The  reason 
for  trucking  It  Is  that  the  carriers  say  the  volume  Is  insufficient 
to  warrant  the  use  of  a  car.  When  the  construction  of  the  naval 
base  was  begun  in  1917  the  traffic  to  that  point  was  carried  on 
the  sum  of  the  locals  which  would  be  the  basis  were  the  sus- 
pended schedules  not  cancelled.  That  basis  was  In  effect  to 
July,  1919,  when  the  present  basis  was  established. 

The  joint  rates  then  established  were  on  the  basis  of  the 
rates  to  Norfolk  plus  half  the  arbltraries  then  In  effect  on  like 
traffic  from  the  west,  delivered  to  the  Virginian  at  Deepwater, 
W.  Va.,  and  destined  to  points  on  Its  rails.  That  is  to  say,  on 
traffic  via  Norfolk  from  the  northern  and  eastern  markets,  the 
Virginian  was  to  receive,  for  Its  short  haul,  half  the  sums 
it  would  have  received  had  it  carried  like  traffic  from  the  west 
from  its  interchange  point  at  Deepwater. 

Were  the  scheme  carried  in  the  suspended  schedules  to  be- 
come operative  the  naval  base  would  have  to  pay  on  a  class  scale 
higher  than  the  existing  charges  by  sums  ranging  from  11  cents 
first  class  down  to  3.5  cents  on  fourth,  fifth,  sixth  and  class  A 
and  5  cents  on  B,  C  and  D. 

In  addition,  transfer  charges  ranging  from  25  to  50  cents  per 
package  and  10  cents  per  100  pounds  would  be  imposed  for  trans- 
fer to  the  Virginian  at  Norfolk. 

Protest  against  the  disruption  of  the  present  basis  was  made 
by  Paymaster  General  McGowan  of  the  navy,  chief  of  the  division 
of  supplies  and  accounts  of  the  navy  department. 

The  justification  of  the  carriers  was  that  the  basis  estab- 
lished in  1919  was  precipitated  on  a  much  larger  volume  of  busi- 
ness than  is  moving  now  and  that  the  continuation  of  the  ar- 
rangement is  not  justified  by  the  small  amount  of  business.  Dur- 
ing the  first  six  months  of  1919  they  testified  the  volume  amount- 
ed to  nearly  14,000  pounds,  while  June,  July  and  August  of  1920 
it  amounted  to  less  than  3,000  pounds  a  day.  The  paymaster- 
general  said  the  base  was  to  be  continued  as  a  permanent  Insti- 
tution to  which  large  shipments  will  continue  to  be  made. 

The  carriers  said  the  arbitraries  were  too  low,  but  Commis- 
sioner Eastman  said  that  that  was  not  sufficient  to  permit  the 
cancellation,  because  it  must  affirmatively  appear  that  the  result- 
ing through  charge  would  be  reasonable.  The  quesion  of  divi- 
sions, he  said,  was  not  before  the  Commission  in  this  case. 


Tentative  Reports  of  the  Commission 


BRICK  TO  CHICAGO  SWITCHING  DISTRICT 

In  a  tentative  report  on  No.  11314,  Builders  Brick  Company 
>-t  al.  vs.  A.  T.  &  S.  P.,  Director-General  et  al.,  Attorney-Ex- 
aminer A.  R.  Mackley  has  proposed  a  holding  that  a  rate  of  70 
cents  per  net  ton  on  brick  from  Chicago  Heights  to  Illinois 
points  in  the  Chicago  switching  district  was  unreasonable  from 
November  8,  1918,  .to  February  29,  1920,  inclusive,  to  the  extent 
tliat  it  exceeded  30  cents,  which  was  the  rate  then  applicable 
witliin  the  switching  district.  Another  recommendation  is,  that 
the  same  rate  from  Chicago  Heights  to  Indiana  points  in  the 

ago  switching  district  was  unreasonable  to  the  extent  that 
it  exceeded  40  cents  from  November  8,  1918,  to  August  26,  1920, 
and  to  the  extent  that  it  exceeded  and  exceeds  56  cents  since 
that  date.  That  rate  of  56  cents  is  and  was  the  switching  dis- 
trict basis  interstate.  A  third  holding  proposed  by  Mr.  Mackley 
is  that  for  the  future  rates  from  Chicago  Heights  to  Indiana 
points  in  the  Chicago  switching  district  will  be  unreason- 
able and  unduly  prejudicial  to  the  extent  they  may  exceed  the 
rate  contemporaneously  applicable  interstate  within  that  dis- 
trict. This  great  variation  in  the  rates  on  brick  within  the 
territory  around  Chicago  is  the  outgrowth  of  the  application 
literally  of  the  rules  laid  down  in  General  Order  No.  28. 


RATE  ON  IXTLE  FROM  MEXICO 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  C.  I.  Kephart,  In  a  tenta- 
tive report  on  No.  11811,  Peoria  Cordage  Co.  vs.  Director-Gen- 
eral, as  agent  et  al.  Ixtle  imported  from  Mexico  between  June 
25  and  August  8,  1918  was  involved.  A  fourth  class  rate  of 
$1.575  was  imposed.  Prior  to  the  cancellation  of  the  import 

s  by  the  terms  of  General  Order  No.  28.  a  commodity  rate 

its  was  in  effect  from  Laredo  and  Eagle  Pass,  Tex.,  to 

I'eoria.   the  points  between  which  the  traffic  in  Question  moved. 

Kepliart  figured  out  that  a  reasonable  rate  would  have  been  67 


cents,  with  a  24,000  pound  minimum.  He  said  that  a  combina- 
tion of  $1.02  could  have  been  applied  instead  of  the  fourth 
class  rate  of  $1.575.  He  arrived  at  the  conclusion  that  a  67-cent 
rate  would  have  been  reasonable  by  comparing  it  with  a  rate 
of  62.5  cents  on  catus  fibre,  minimum  30,000  pounds,  contempo- 
raneously in  effect  from  points  in  Texas  to  Chicago. 

RATES  ON    LOGS 

Examiner  Warren  H.  Wagner,  in  a  report  to  the  Commission 
on  No.  11414,  Southern  Veneer  Association  et  al.  vs.  Atlantic 
Coast  Line,  Director-General,  et  al.,  has  recommended  that  it  pre- 
scribe, as  a  maximum  on  logs,  poplar  and  gum,  used  in  making 
veneer,  the  scale  of  rates  in  use  in  that  territory  by  the  South- 
ern Railway,  increased  in  accordance  with  the  percentage  al- 
lowed in  Ex  Parte  No.  74.  That  scale  Is  for  single  line  hauls. 
For  two  or  more  line  hauls  Wagner  recommends  an 
arbitrary  of  2.5  cents  per  100  pounds.  That  arbitrary,  however, 
is  not  to  be  increased.  Wagner  found  several  joint  rates  In  ex- 
cess of  the  combinations  and  that  some  shipments  were  mis- 
routed.  As  to  them  he  recommended  reparation. 


LEGAL  DEMURRAGE  CHARGES 

Examiner  E.  L.  Gaddess  has  recommended  the  dismissal  of 
No.  11468,  Bartlesville  Zinc  Co.  vs.  Director-General,  as  agent, 
on  a  holding  that  the  demurrage  charges,  amounting  to  about 
$32,000,  assessed  on  shipments  of  coal,  ore  and  other  commodi- 
ties, to  Blackwell,  Okla.,  in  the  period  from  January  to  August, 
1918,  were  legally  imposed. 

The  question  was  as  to  whether  the  cars  set  out  by  the 
Santa  Fe  on  its  own  tracks  alongside  the  plant  of  the  zinc  com- 
pany were  constructively  placed.  The  testimony  developed  the 
fact  that  the  Santa  Fe  built  the  tracks  in  question  for  the 
smelter  plant  business;  that  it  placed  a  switching  crew  at  the 
disposal  of  the  smelter  company  and  the  carrier  and  con- 
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signee  established  a  joint  check  on  cars,  so  that  each  day  each 
knew  exactly  the  cars  on  hand.  The  zinc  company  claimed 
that  it  had  not  been  advised  that  the  cars  were  ready  to  be  set 

Exami'ner'Gaddess  said  that  the  railroad  company  had  com- 
plied with  the  rules  in  the  average  agreement,  because  the  zinc 
company,  at  all  times,  knew  there  were  cars  consigned  to  it  on 
the  tracks  of  the  railroad  company  alongside  its  plant  and  that 
the  movement  of  cars  from  those  tracks  to  the  tracks  in  the 
plant  were  controlled  by  its  superintendent. 

He  said  that  such  a  concerted  plan  for  handling  the  cars 
as  existed  at  Blackwell  acquires  the  sanctity  of  an  agreement 
and  implies  a  substantial .  compliance  with  the  terms  of  the 
tariff. 


points   in   Boston   and   vicinity   are   held   not   unreasonable   or   unduly 
prejudicial,  except  as  indicated  by  the  major  finding  as  to  the  service 


BRICK,  WICKLIFFE  TO  CLEVELAND 

Attorney-Examiner  Arthur  R.  Mackley,  in  a  report  on  No. 
11425,  John  Kline  Brick  Co.  vs.  New  York  Central,  Director- 
General  et  al.,  has  recommended  a  holding  that  a  rate  of  70 
cerits  a  net  ton  on  brick  from  Wickliffe,  O.,  to  Cleveland,  O., 
a  distance  of  about  fourteen  miles,  in  effect  from  June  25,  1918, 
to  February  29,  1920,  was  unreasonable  to  the  extent  that  it 
exceeded  40  cents  a  ton  and  that  the  Commission  should  award 
reparation  on  all  shipments  made  after  the  effective  date  of 
General  Order  No.  28.  The  rate  before  the  general  order  be- 
came operative  was  30  cents  a  ton,  or  10  cents  a  ton  more 
than  for  switching  movements  in  the  Cleveland  district.  Wick- 
liffe is  about  two  miles  outside  the  district.  Mackley  thinks 
the  addition  of  ten  cents  to  the  Wickliffe  rate  would  have  been 
adequate.  The  big  addition  was  made  under  that  part  of  the 
McAdoo  order  putting  a  specific  increase  of  two  cents  per  100 
pounds  to  line-haul  rates  on  brick  and  other  heavy  commodities. 

BARRELS,  NORFOLK  TO  CHARLESTON 

Examiner  J.  Edgar  Smith  has  recommended  the  dismissal 
of  No.  11575,  Ansaldo  &  Nicholes  vs.  Director-General,  as  agent, 
on  a  holding  that  the  rate  on  wooden  truck  barrels  from  Norfolk, 
Va.,  to  Charleston,  S.  C.,  were  and  are  not  unreasonable.  The 
rate  under  attack  was  the  fifth  class  of  45  cents,  minimum  10,000 
pounds,  for  standard  cars  and  under,  and  graded  minima  for 
cars  of  greater  length.  A  rate  of  $35  per  car  of  12,000  pounds, 
excess  in  proportion,  was  established  December  31,  1919,  and 
the  complainant  desired  reparation  to  that  basis  on  traffic 
moving  in  March,  April  and  May,  1919. 

At  the  time  the  shipments  moved,  the  rate  to  points  north 
of  Charleston  was  $35  per  car  and  to  Charleston  approximately 
$45  per  car,  and  $35  per  car  to  points  south  of  Charleston.  The 
defendant  admitted  that  the  rate  to  Charleston  subjected  that 
place  to  undue  prejudice,  but,  according  to  Smith,  it  made  no 
attempt  to  justify  the  departures  from  the  long  and  short  haul 
clause,  confining  itself  to  a  showing  that  45  cents  was  not  un- 
reasonable. 

The  recommendation  of  dismissal  is  based  on  the  conclusion 
that  the  complainant  had  not  shown  any  damage  to  have  re- 
sulted from  the  departures  from  the  terms  of  the  fourth  section. 


BOSTON  SWITCHING  DISTRICT 

A  traffic  reform  proposal,  covering  the  conglomeration  "of 
municipalities  which,  to  the  outsider,  constitute  Boston — a  pro- 
posal that  disregards  the  fact  that  there  are  separate  towns 
within  Boston — is  made  in  a  tentative  report  on  No.  11040, 
Boston  Wool  Trade  Association  vs.  Boston  &  Albany,  Director- 
General,  as  agent,  et  al.,  by  Ulysses  Butler,  assistant  chief  ex- 
aminer. His  proposal  is  that  the  railroads  shall  be  required  to 
define  and  establish  a  Boston  switching  district  in  which  the 
Anderson  scale  shall  be  applied,  and  the  charge  for  switching  in 
that  district  made  up  of  the  actual  mileage  from  the  point  of 
origin  within  the  switching  district  to  the  destination  within 
the  district,  plus  the  charge  that  would  accrue  for  a  twenty-five 
mile  haul  under  the  Anderson  scale  for  such  a  distance. 

The  report  is  a  document  of  58  typewritten  pages  containing 
a  multitude  of  technicalities.  The  case  grew  out  of  the  fact  that 
the  New  Haven,  which  controls  the  Union  Freight  Railroad,  in 
the  heart  of  Boston,  absorbed  the  charges,  not  only  for  that  rail- 
road, but  of  the  Boston  &  Maine  on  traffic  going  to  destinations 
on  the  Boston  &  Maine,  but  declined  to  absorb  them  on  ship- 
ments going  a  shorter  distance,  to  points  on  the  Union  Freight 
Railroad. 

Absorption,  in  all  cases,  was  limited  to  traffic  to  and  from 
points  west  of  the  Hudson.  In  defense  of  the  practice,  the  fact 
was  set  up  that  if  there  was  not  absorption  on  the  traffic  going 
to  the  more  distant  points  on  the  Boston  &  Maine,  the  New 
Haven  might  not  obtain  the  line-haul. 

Before  reaching  the  nub  of  the  matter.  Butler  had  to  dis- 
f  a  number  of  subsidiary  questions,  the  nature  of  which 
may  be  inferred  from  the  head  notes  attached  to  hfs  report,  as 
follows: 

I  ",'  r!°*\S"  ,l>p-vond  lnp  t'-nninals  of  tho  line-haul 
'.   ns  lo  mt.-rxintr.  trnfllc  botwcrn   points   in    NVw  Knclnnd   and 


attmtoninrttafflc  prior  to  federal  control  were 
rot  unjustly  discriminatory  or  unduly  preferential:  that  during  federal 
control  they  were  not  unreasonable,  unjustly  prejudicial  or  unduly 
preferential,  and  that  subsequent  to  federal  control  they  were  m>t 
unjustly  discriminatory  or  unduly  preferential,  except  as  indicated  in  , 

thC  That 'the' absorption  by  the  defendants  of  the  charges  of  delivering 
carriers  in  Boston,  when  the  traffic  is  to  or  from  west  of  the  Hudson 
River  and  the  non-absorption  of  the  charges  when  the  traffic  is  to  and 
from  points  in  New  England  is  not  unduly  prejudicial. 

The  major  finding  is  that  the  shippers  and  receivers  of 
freight  on  the  Union  Freight  Railroad  have  been  and  are  sub- 
jected to  unjust  discrimination  and  undue  prejudice  in  that,  on 
shipments  to  and  from  points  west  of  the  Hudson  river,  the  New 
Haven  absorbs  the  charges  of  the  Union  Freight  Railroad  and 
of  the  Boston  &  Maine  for  deliveries  on  the  rails  of  the  latter  in 
Boston,  Chelsea,  Charleston,  Somerville,  and  East  Somerville, 
and  does  not  absorb  the  lower  charges  of  the  Union  Freight 
Railroad  on  shipments  to  and  from  points  west  of  the  Hudson 
river  and  from  or  to  intermediate  local  points  on  the  Union 
Freight  Railroad. 

The  assistant  chief  examiner  thinks  the  Commission  should 
hold  that  no  damage  to  the  complainants  or  to  shippers  who 
intervened  in  the  complaint  had  been  disclosed  on  the  record  as 
having  resulted  from  this  unjust  discrimination  and  undue 
prejudice. 

The  New  Haven  asked  for  relief  from  the  provisions  of  the 
long  and  short  haul  part  of  the  fourth  section  in  relation  to  the 
higher  charges  for  delivery  on  the  Union  Freight  Railroad,  but 
Butler  recommended  a  denial  of  that  relief  on  the  ground  that 
there  was  and  is  no  justification  for  charging  for  a  shorter  haul 
to  a  destination  on  the  Union  Freight  Railroad  than  for  the 
longer  haul  over  the  rails  of  the  Union  to  destinations  on  the 
Boston  &  Maine. 

The  switching  district  which  Butler  proposes  the  Commis- 
sion shall  order  the  carriers  to  form  would  include  all  points  of 
receipt  or  delivery  in  the  municipalities  of  Boston,  Cambridge, 
Everett,  Chelsea,  and  Somerville,  with  joint  rates  between  points 
in  New  England  and  points  in  the  switching  district,  which 
Butler  calls  the  "metropolitan  switching  district." 

His  recommendation  is  that  the  maximum  joint  rates  to  and 
from  that  proposed  district  shall  be  those  applicable  under  the 
Anderson  scale  for  the  mileage  arrived  at  by  adding  to  the  actual 
distance  to  or  from  "Boston,"  as  designated  in  the  tariff  of  the 
line-haul  carrier,  the  short  line  distance  to  point  of  delivery  or 
from  point  of  origin  in  the  metropolitan  switching  district,  as 
the  case  may  be,  and  to  this  adding  a  constructive  mileage  of 
25  miles. 

•  The  assistant  examiner  took  steps  in  his  report  to  avoid  the 
question  of  state  against  interstate  rates  by  proposing  that  the 
Commission  should  hold  that  "a  lower  basis  of  rates  on  intra- 
state  traffic  Between  points  in  Massachusetts  and  points  in  the 
metropolitan  switching  district  than  that  of  the  contemporaneous 
rates  between  points  in  New  England  and  points  in  the  metro- 
politan district  will  be  unduly  prejudicial  to  interstate  traffic, 
and  to  points  in  New  England  reached  by  interstate  hauls,  and 
preferential  of  intrastate  traffic  and  points  in  Massachusetts 
reached  by  intrastate  hauls." 


PETROLEUM  AND  ASPHALT  IN  PA. 

In  a  tentative  report  on  No.  11535,  Atlantic  Refining  Co- 
vs.  New  York  Central,  Director-General,  et  al.,  Examiner  Frank 
E.  Mullen  has  proposed  a  holding  that  the  rates  applicable  on 
intrastate  shipments  of  petroleum  and  asphaltum,  originating 
on  the  Erie  and  New  York  Central,  at  Franklin,  Pa.,  and  moving 
to  intrastate  points  via  Oil  City,  Pa.,  were  those  published  by 
the  originating  carriers  applicable  to  through  shipments  via  Oil 
City.  The  traffic  in  question  was  that  which  moved  from  the 
refinery  of  the  complainant  between  May  1,  1918,  and  December 
24,  1919. 

There  is  no  physical  connection  between  the  Erie,  New  Yorl; 
Central  and  Pennsylvania  at  Franklin,  Pa.,  where  the  complain- 
ing oil  company  has  a  refinery.  The  Pennsylvania  does  not 
reach  the  refinery  with  its  rails.  To  obtain  traffic  from  that  re- 
finery it  publishes  a  switching  absorption  tariff  applicable  on 
traffic,  brought  to  Oil  City,  nine  miles  from  Franklin,  by  either 
the  Erie  or  the  New  York  Central. 

During  the  period  in  question,  owing  to  what  the  Pemnsyl- 
vania  claimed  was  an  error,  the  absorption  was  not  made.  In- 
stead, the  originating  carriers  applied  the  through  rates  from 
Franklin  to  the  destinations,  all  in  Pennsylvania.  The  refining 
company  complained  that  that  resulted  in  charges  in  violation 
of  the  first  section  of  the  interstate  commerce  law  and  section 
10  of  the  federal  control  act. 

The  traffic  was  routed  Franklin-Oil  City-P.  R.  R.,  as  if  Oil 
City  and  Franklin  were  merely  two  names  for  substantially 
the  same  station  and  the  movement  from  Franklin  to  Oil  City 
were  a  switching  movement.  Prior  to  May  1,  1918,  it  was  the 
custom  of  the  Erie  and  New  York  Central,  on  traffic  routed  in 
that  way,  to  waybill  it  on  their  local  or  proportional  rates  to 
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Oil    City.     The    IViins\l\ania   rebllled    from    Oil   City   except   to 
destinations  to  which  there  were  Joint  rates  via  Oil  City. 

In  December,  1919,  the  so-called  error  was  corrected,  so  the 
tariff  now  provides  that  the  Pennsylvania  will  absorb  switching 
chat-Res  at  Oil  City  on  all  the  described  tratllc,  Including  pe- 
troleum and  its  products,  whether  there  are  or  are  not  Joint 
through  rates.  The  absorption  applies  on  state  and  Interstate 

trallir 

On  May  1,  1918,  under  General  Order  No.  11,  the  govern- 
ment began  waybilling  traffic  through  from  point  of  origin  to 
destination,  regardless  of  the  absence  of  through  rates.  Pur- 
suant Id  that  order  the  Krie  and  New  York  Central  discontinued 
the  former  practice  of  local  billing,  and  charged  the  rates 
based  on  their  existing  tariffs  in  connetcion  with  the  Pennsyl- 
vania. The  result  was  that  charges  were  assessed,  in  many 
instances,  which  were  higher  than  those  formerly  collected.  The 
complainant  contended  that  the  Pennsylvania  tariff  I.  C.  C.  8207 
provided  for  the  absorption  of  the  local  transportation  charge 
of  the  Erie  and  the  New  York  Central  from  Franklin  to  Oil  City 
and  that  this  tariff  should  have  been  applied  during  the  period 
from  May  1,  1918,  to  December  24,  1919,  regardless  of  the  further 
all.  nation  that  there  was  an  error  in  the  tariff  publication. 

In  his  report  Examiner  Mullen  said  that  the  provision  upon 
which  the  complainant  relied  is  one  upon  which  switching 
charges  would  be  absorbed  at  many  other  points  on  the  Penn- 
sylvania lines.  He  said  it  did  not  and  could  not  authorize  the 
Pennsylvania  to  absorb  the  local  line-haul  rates  of  the  Erie  and 
Central  from  Franklin  to  Oil  City.  He  said  the  application  of 
the  absorption  provision  resulted  practically  in  carrying  the  Oil 
City  rate  back  to  Franklin  on  shipments  originating  on  the  Erie 
and  New  York  Central  at  that  point. 

The  examiner  said  that  even  where  tariffs  have  specifically 
provided  such  a  method  of  establishing  through  rates  they  have 
been  condemned  by  the  Commission,  especially  in  Chestnut 
Ridge  case,  in  37  I.  C.  C.  562  and  in  C.  M.  &  St.  P.  Ry.  Co.  vs. 
G.  N.  Ry.  Co.,  49  I.  C.  C.  302.  In  the  first  mentioned  case  the 
Chestnut  Ridge  Railway  published  proportional  rates  from  its 
stations  to  its  connection  with  another  road  and  the  latter  road 
absorbed  such  charges.  In  that  case  the  Commission  said  that 
while  it  was  proper  for  the  line-haul  carrier  to  absorb  the  ter- 
minal or  switching  charges  of  a  connecting  line,  it  might  not 
absorb  its  local  transportation  charges  in  the  manner  indicated. 
It  said  that  the  same  result  might  be  accomplished  by  publish- 
ing joint  rates  from  all  points  on  the  Chestnut  Ridge  no  higher 
than  the  junction  point  rates.  In  the  case  of  the  Milwaukee 
against  the  Great  Northern  the  Commisison  condemned  the 
practice  of  one  road  absorbing  the  passenger  fares  of  a  connect- 
ing road  to  effect  a  through  rate  and  held  that  it  was  unlawful. 

Therefore,  the  examiner  recommended  a  specific  holding 
that  the  practice  of  the  Pennsylvania  had  been  and  is  unlawful 
and  that  the  rates  legally  applicable  had  not  been  shown  to  be 
unreasonable  or  otherwise  unlawful. 


RATE  ON  COTTON   LINTERS 

Dismissal  of  the  complaint  has  been  recommended  by  Ex- 
aminer J.  Edgar  Smith  in  a  report  on  Xo.  11344,  Speir  &  McKay 
vs.  L.  &  N.,  Director-General,  et  al.,  on  a  holding  that  the  rate 
on  cotton  linters,  uncompressed,  from  Louisville  to  Atlanta  had 
not  been  shown  to  be  unreasonable  or  unduly  prejudicial.  At 
i  he  hearing  a  fourth  section  violation  was  disclosed  in  a  rate 
from  St.  Louis  to  Atlanta  via  Louisville.  That  rate  was  estab- 
lished to  enable  cotton  grown  in  the  Southwest  to  be  shipped 
into  the  Southeast  in  competition  with  home-grown  cotton.  The 
departure  from  the  fourth  section  rule  was  protected  by  proper 
application,  but  the  carriers  made  no  attempt  to  justify  it,  so 
Smith  recommended  a  denial  of  relief. 


COAL,  PENNSYLVANIA  TO  CANTON 

Attorney  Examiner  M.  A.  Pattison  has  made  a  report  on 
further  hearing  in  No.  8899,  Canton  Chamber  of  Commerce  vs. 
Pennsylvania  Co.,  Director-General,  et  al.,  recommending  denial 
of  reparation  on  coal  shipped  from  the  Pittsburgh  and  Connells- 
ville  districts  in  Pennsylvania  to  Canton,  O.,  on  rates  found  in 
the  original  proceeding  to  have  been  unduly  prejudicial  to  Canton 
and  unduly  preferential  of  Youngstown  and  Cleveland. 

The  further  hearing  was  held  on  the  application  of  the 
Tnited  Alloy  Steel  Corporation  and  the  United  Furnace  Company 
for  reparation.  Prior  to  the  hearing  for  reparation  the  Penn- 
sylvania complied  with  the  order  to  remove  the  undue  prejudice 
by  reducing  the  rate  to  Canton  10  cents  a  ton. 

In  regard  to  reparation  the  examiner  said  the  record  sup- 
ported the  conclusion  that  the  profits  of  the  complainants  were 
less  than  they  would  have  been  if  the  Canton  rates  had  been 
lowered  to  a  proper  relationship  with  the  Youngstown  and  Cleve- 
land rate,  but  that  it  did  not  support  the  conclusion  that  they 
were  less  than  they  would  have  been  if  the  Youngstown  and 
Cleveland  rates  had  been  raised  to  a  proper  relationship  with 
the  Canton  rates.  Pattison  said  there  was  testimony  that  some 
of  the  complainants'  sales  were  made  at  prices  determined  in 
competition  with  the  Youngstown  and  Cleveland  manufacturers 


1ml  thHi  the  amount  of  damage.  If  any,  was  In  no  way  liidlcaii-d. 
for  there  was  no  evidence  of  the  amount  of  such  sales  and  no 
evidence  of  what  margin  In  the  prices  was  to  be  attributed  to 
the  undue  preference  In  the  coal  rate.  The  fact  of  damage  wax 
not  proved,  he  said,  for  there  was  no  evidence  that  In  the  »ale» 
so  made  the  prices  were  lower  than  the  general  level  of  price* 
determined  by  other  more  dominant  manufacturers.  Pattison 
came  to  the  conclusion  that,  in  a  region  no  close,  east  and  went, 
to  greater  Iron  and  steel-producing  centers  not  concerned  In 
these  rates  on  coal,  and  in  a  region  shown  by  teHtimony  of  com- 
plainants to  be  one  of  overlapping  competition,  the  Inference 
could  not  be  drawn  that  an  advantage  in  the  cost  of  production 
at  Youngstown  and  Cleveland  as  compared  with  Canton  resulted 
in  lower  prices  and  consequently  lessened  profits  to  the  com 
plainants  and,  he  added,  "there  Is  no  proof  of  it." 


RATES  ON   LIVE  STOCK  TO   BIRMINGHAM 

In  a  tentative  report  on  No.  10980,  Birmingham  Packing  Co. 
vs.  Director-General  as  agent,  and  on  No.  11038,  Fies  &  Son  et  al. 
vs.  Same,  Examiner  Andrew  J.  Banks  has  recommended  a  holding 
that  rates  on  live  stock  higher  than  the  aggregate  of  the  inter- 
mediates from  St.  Louis,  Ohio  River  crossings,  and  points  in 
Kentucky  and  Tennessee  to  Birmingham  were  unreasonable  and 
that  reparation  should  be  awarded.  Examiner  Banks  recom- 
mended a  further  holding  that  the  rates  on  live  stock,  horses 
and  mules  to  Birmingham  were  unreasonable  to  the  extent  that 
they  exceeded  $40  per  car  from  Nashville  and  Overton;  $32 
per  car  from  Pulaski  and  $30  from  Prospect,  prior  to  June  2.r). 
1918,  and  to  the  extent  thereafter  that  they  exceeded  $50,  $40 
and  $37.50  per  car,  respectively. 


TENNESSEE  CENTRAL  LOG  RATES 

In  a  tentative  report  on  No.  11402,  Farris  Hardwood  Lum- 
ber Co.  et  al.  vs.  Tennessee  Central,  Director-General,  et  al..  Ex- 
aminer Harris  Fleming  recommended  a  holding  that  the  state 
and  interstate  rates  during  federal  control  on  logs  from  stations 
on  the  defendant's  line  to  Nashville  had  not  been  shown  to  be 
unreasonable  or  unduly  prejudicial.  The  complainant  contended 
that  there  was  violation  of  the  fourth  section,  but  the  examiner 
did  not  agree  with  him. 


LUMBER  FORM  CALIFORNIA  AND  OREGON 
Examiner  Paul  O.  Carter,  in  a  report  on  No.  11746,  Gaynor 
Lumber  Co.  vs.  Director-General,  as  agent,  et  al.,  has  proposed 
a  holding  that  the  rates  on  lumber  from  Weed  and  Westwood, 
Calif.,  and  Klamath  Falls,  Ore.,  to  Alvord,  la.;  Jasper,  Marshall. 
Waverly,  Litchfield,  Pipestone  and  Sank  Center,  Minn.,  and  Gar- 
retson,  S.  D.,  between  November  3,  1918,  and  December  12,  1919, 
were  unreasonable  and  that  the  present  rates  are  unreasonable 
and  for  the  future  will  be  unreasonable  to  the  extent  that  they 
were  and  are  in  excess  of  55  cents.  He  recommends  that  5~> 
cents  be  established  as  a  reasonable  rate  and  that  reparation  be 
awarded. 


RECONSIGNMENT  AT  DETROIT 

Examiner  Bronson  Jewell,  in  a  proposed  report  on  No. 
11590,  Detroit  Produce  Association  vs.  Director  General  and 
Michigan  Central,  has  recommended  a  dismissal  of  the  complaint 
on  the  ground  that  the  reconsignment  charge  on  shipments  of 
fresh  or  green  fruits  and  vegetables  within  the  Detroit  switching 
district  were  legally  applicable  and  were  not  shown  to  have 
been  or  to  be  unreasonable  or  otherwise  unlawful.  The  com- 
plainant listed  over  200  cars  of  green  fruits  and  vegetables  upon 
which  a  reconsignment  charge  of  $2  per  car  had  been  collected. 
It  asserted  that  the  only  service  performed  by  the  carrier  was 
the  substitution  of  the  name  of  the  new  consignee  on  the  billing 
in  place  of  the  first  consignee  and  that  no  further  movement  of 
the  car  was  involved.  The  carriers,  however,  said  that  new 
movements  were  involved  and  that  therefore  there  was  recon- 
signment within  the  meaning  of  the  rule. 


CHARGES  ON    ICE  AT  ATLANTA 

In  a  tentative  report  on  No.  11072,  Atlanta  Ice  &  Coal  Cor- 
poration vs.  Director-General  as  agent,  Examiner  J.  Edgar  Smith 
has  recommended  a  holding  that  the  charges  on  Ice  in  carloads 
from  certain  of  complainant's  plants  in  Atlanta,  Ga.,  to  other 
plants  outside  the  switching  limits  of  Atlanta  were  unreasonable 
and  that  reparation  should  be  made.  The  complaint  grew  out 
of  changes  ordered  by  General  Order  No.  28  on  June  25,  1918. 
The  charge  of  $15  per  car  directed  by  General  Order  No.  28 
was  assessed  upon  shipments  to  points  outside  the  switching 
limits.  Smith  is  of  the  opinion  that  $5  a  car  would  have  been 
a  reasonable  charge  and  that  reparation  should  be  made  to  that 
basis. 


BRICK  SWITCHING  AT  SIOUX  CITY 

An  award  of  reparation  has  been  recommended  by  Examiner 
Paul  O.  Carter  in  a  tentative  report  on  No.  11821,  Sioux  City 
Brick  &  Tile  Company  et  al.  vs.  Director-General  as  agent,  on 
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a  holding  that  It  was  unreasonable  for  the  Director-General  to 
charge  3  cents  for  switching  brick  from  plants  within  the  switch- 
ing limits  of  Sioux  City,  la.,  to  other  industries  within  the 
switching  limits.  Prior  to  June  25  the  rates  resulted  in  charges 
averaging  $4  and  $5  per  car,  according  to  the  commodity,  while 
after  that  date  the  average  on  a  carload  of  brick  for  the  intra- 
switchlng  district  service  was  $21.37  per  car.  Examiner  Carter 
recommended  that  reparation  on  the  movements  of  brick  should 
be  made  down  to  the  basis  of  1%  cents  per  100  pounds.  The 
finding  of  unreasonableness  did  not  cover  the  rates  of  1  cent 
on  ice  and  1%  cents  on  other  commodities. 


CRUCIBLE  STEEL  COMPANY  COAL  SWITCHING 
A  finding  of  unreasonableness  and  an  award  of  reparation 
are  recommended  by  Examiner  Bronson  Jewell  in  a  proposed 
report  on  No.  11536,  Crucible  Steel  Company  of  America  vs. 
B.  &  O.  et  al.  The  question  was  as  to  whether  increased 
charges  for  the  use  of  the  B.  &  O.  cars  and  track  for  switching 
coal  from  one  plant  of  the  complainant  to  another  in  the  Pitts- 
burgh district  after  June  25,  1918,  were  reasonable.  Prior  to 
that  date  the  charge  for  one  kind  of  movement  was  $2  per  car; 
after  that  date  that  same  movement  cost  $8  per  car.  Prior  to 
June  25  on  anther  movement  the  charge  was  f2.50;  after  that 
date  it  was  15  cents  per  ton.  The  examiner  thinks  that  the 
Commission  should  hold  that  the  charges  were  unreasonable  to 
the  extent  they  exceeded  $2.50  and  $5.00  per  car  after  June 
25,  1918. 

COAL,  PENNSYLVANIA  TO  DETROIT 

A  finding  of  unreasonableness  and  an  order  of  reparation 
have  been  recommended  by  Examiner  Bronson  Jewell  in  a  reprot 
to  the  Commission  on  No.  11427,  Michigan  Builders'  Supply  Com- 
pany vs.  Grand  Trunk  of  Canada,  Director-General  et  al.,  on  an 
allegation  that  the  rate  of  $3.85  per  long  ton  on  anthracite  coal 
from  Carbondale,  Jessup,  Scranton  and  Winton,  Pa.,  to  Detroit 
between  June  25  and  November  12,  1918,  was  unreasonable  and 
unjustly  discriminatory.  The  examiner  said  that  on  the  au- 
thority of  the  Commission's  decisions  in  Koenig  Coal  Company 
vs.  G.  T.,  57  I.  C.  C.,  241,  the  Gosline  &  Co.  vs.  Director-General, 
55  I.  C.  C.,  220,  the  Commission  should  hold  that  the  rate  of 
$3.85  was  unreasonable  to  the  extent  that  it  exceeded  $3.70  per 
long  ton.  This  is  another  case  of  double  increases  under  Gen- 
eral Order  No.  28  by  reason  of  the  addition  of  15  cents  to  each 
factor  of  the  rate. 


RATE  ON  COCOANUT  OIL 

In  a  proposed  report  on  a  rehearing  in  No.  10588,  Southern 
Cotton  Oil  Company  vs.  Director-General,  Southern  Railway  et 
al..  Examiner  John  H.  Howell  proposes  that  the  Commission 
shall  say  that  the  rate  on  cocoanut  oil  in  tank  cars  from  Charles- 
ton, S.  C.,  to  Savannah,  Ga.,  was  unreasonable  and  also  unduly 
prejudicial  to  the  extent  that  it  exceeded  the  rate  contempo- 
raneously applicable  on  cottonseed  oil  transported  in  the  same 
manner.  Howell  recommended  the  holding  that  there  was  no 
damage  by  reason  of  the  undue  prejudice,  but  that  reparation 
should  be  awarded  to  the  extent  that  the  charges  collected  ex- 
ceeded those  which  would  have  accrued  had  the  cocoanut  oil 
moved  at  rates  no  higher  than  those  imposed  on  cottonseed  oil. 

Howell  said  that  at  the  rehearing,  the  Southern,  which  was 
the  only  defendant  really  interested,  produced  no  substantial 
evidence  to  prove  that  cottonseed  and  cocoanut  oils  are  not  com- 
petitive. He  said  it  attempted  to  show  that  the  applicable  21- 
cent  rate  was  substantially  lower  than  fifth  class  rates  generally 
in  the  southeast  at  the  time  shipments  moved  and  was  not  un- 
reasonable as  applied  to  cocoanut  oil.  It  contended  that  no 
undue  prejudice  nor  unjust  discrimination  had  been  proved  and 
that  there  was  no  evidence  with  respect  to  any  pecuniary  loss 
or  damage  on  the  part  of  the  complainant. 

Specifically,  the  examiner  said  that  the  Commission  should 
hold  that  the  rate  on  cocoanut  oil  from  Charleston  to  Savannah 
In  effect  hi  April  and  May,  1917,  via  the  line  of  the  Southern 
was  unreasonable  to  the  extent  that  it  exceeded  16  cents,  the 
contemporaneous  rate  on  cottonseed  oil. 


RATES  ON  EX-LAKE  ORE 

Adoption  by  the  Commission  of  a  tentative  report  made  by 
Examiner  Eddy  on  No.  11359,  Wharton  Steel  Company  vs.  Di- 
rector-General, Pennsylvania  Railroad  Company  et  al.,  and  No. 
1268,  Rlngwood  Company  vs.  Director-General  as  agent  and  the 
ennsylvanla  Railroad  Company  et  al.,  would  force  a  revision  of 
•ales  on  ex-lake  ore  from  the  lower  lake  ports  to  eastern  blast 
furnaces.    Such  a  revision  would  be  one  of  the  knottiest  prob- 
lems undertaken  by  the  carriers  in  recent  years. 

Eddy  recommended  a  holding  that  rates  on  iron  ore  from 
rton.  N.  J.,  and  Ringwood.  N.  J.,  to  eastern  blast  furnaces 
!  and  are  unjustly  discriminatory  and  unduly  preferential 
the  ex-lake  ores  moving  to  the  same  destinations  from  the 
yer  lake  ports.     Eddy  recommended  that  the  carriers  be  re- 
quired to  devise  a  revision,  but  not  to  put  It  into  the  form  of 


tariffs  filed  with  the  Commission  before  being  brought  to  the  at-  I 
tention  of  the  Commission  for  its  consideration. 

This  recommendation  for  a  revision  of  the  rates  on  iron  ore  ] 
from  the  upper  lake  regions  and  from  the  mines  in  northeastern  I 
New   Jersey   was    made   notwithstanding    that   Eddy    said    that  | 
while  there  was  substantial  transportation  difference  as  between 
the  carriers  of  iron  ore  to  the  eastern  blast  furnaces  from  the 
New  Jersey  mines  and  from  the  lower  lake  ports,  "it  is  clear 
that,  regardless  of  the  origin  and  history  of  the  rates  in  effect 
at  the  time  of  the  hearing  from  Ringwood  and  Wharton,  they 
are  now   unduly   preferential   of   the   ex-lake    ores   and    unduly 
prejudicial  to  Ringwood  and  Wharton.     This  discrimination  the -I 
Commission  should  require  to  be  removed.     The  record,   how-  j 
ever,   affords   no   basis   for   determining   the   exact   relationship 
necessary  to  remove  the  undue  prejudice.   The  defendants  should 
be  required  to  readjust  their  rates  on  this  traffic  so  as  to  re-i; 
move  the  undue  prejudice  found  to  exist,  within  a  reasonable 
time,  and  seasonably  to  bring  to  the  attention  of  the  Commis- 
sion the  method  of  readjustment  proposed." 

The  whole  matter,  as  treated  by  Eddy,  presented  unusual 
complications  because  of  the  presence  of  common  carrier  rail- 
roads owned  by  the  Wharton  Steel  Company,  the  Empire  Steel 
Company,  the  Bethlehem  Steel  Company  and  some  of  their  min- 
ing subsidiaries,  together  with  industrial  tracks  which  Eddy 
considered  to  be  nothing  more  than  plant  facilities,  although 
owned  and  operated  by  the  Wharton  &  Northern,  a  common 
carrier  subsidiary  of  the  Wharton  Steel  Company.  One  such 
so-called  plant  facility  track  owned  by  the  Wharton  &  Northern, 
he  pointed  out,  was  wholly  disconnected  from  the  Wharton  & 
Northern.  The  latter,  he  said,  was  able  to  operate  that  track 
only  under  a  trackage  agreement  with  the  Central  of  New  Jer- 
sey, terminable  by  that  company  on  notice  of  90  days.  He  said 
the  Commission  should  hold  that  the  service  performed  over 
that  part  of  the  Wharton  &  Northern,  known  as  the  Scrub  Oak 
Spur,  was  not  a  common  carrier  service,  but  a  plant  facility 
service  for  the  Wharton  Steel  Company.  He  said  the  Central 
of  New  Jersey,  in  offering  to  perform  this  spotting  service  over 
that  spur  without  addition  to  the  junction  rate,  compiled  with 
any  legal  obligations  it  might  have  in  the  premises  and  that  the 
steel  company  could  not  be  heard  to  ask  for  an  allowance  for 
that  service. 

The  situation  with  which  Eddy  thinks  the  Commission 
should  deal  by  ordering  the  removal  of  undue  prejudice,  grew 
out  of  the  different  methods  used  by  the  Commission  and  the 
Railroad  Administration  in  making  increases  on  iron  ore  rates. 
The  different  methods  used  resulted  in  much  greater  percentage 
increases  for  the  short  hauls  from  the  New  Jersey  mines  to  the 
eastern  blast  furnaces  than  from  the  lower  lake  ports  to  the 
same  destinations.  For  the  purpose  of  illustrating  the  diverse 
effect  on  the  ore  rates,  Examiner  Eddy  said  that  "at  present  and 
for  some  time  past  the  rate  from  Ringwood,  N.  J.,  to  Hellertown. 
Pa.,  is  and  has  been  been  the  same  as  from  Buffalo,  although 
the  haul  from  Buffalo  is  four  times  as  great  as  from  Ringwood." 

MOUNT  HOPE  MINERAL  R.  R.  RATES 

A  recommendation  of  dismissal  has  been  made  by  Exam- 
iner Richard  T.  Eddy  in  No.  11360,  Mount  Hope  Mineral  R.  R. 
Co.  vs.  Central  of  New  Jersey  et  al.,  on  a  holding  that  the 
refusal  of  the  trunk  lines  to  maintain  through  routes  and  joint 
class  and  commodity  rates  in  connection  with  the  complainant 
and  allow  it  to  participate  in  divisions  of  the  rates  was 
not  unreasonable  nor  unduly  prejudicial. 

This  complaint  is  an  outgrowth  of  Empire  Steel  &  Iron 
Co.  vs.  Director-General,  56  I.  C.  C.  158,  in  which  the  complain- 
ing steel  company  attacked  as  unreasonable,  unjustly  discrimi- 
natory and  unduly  prejudicial  the  combination  rates  applied 
on  iron  ore  and  all  other  traffic  to  and  from  its  mines  at  Mount 
Hope,  N.  J.  That  complaint  was  an  attack  by  a  shipper,  while 
this  was  an  attack  by  the  carrier  which  had  been  denied  the 
benefit  of  joint  through  rates  and  divisions  thereof. 

Eddy  found  that,  as  a  matter  of  fact,  generally  speaking, 
the  rates  on  coal  to  points  on  the  short  lines  in  that  part  of  the 
country  were  and  are  higher  than  the  rates  to  the  junction 
points.  Therefore  he  said  the  record  in  this  case  warranted 
no  finding  of  unjust  discrimination  in  connection  with  the  coal 
rates  to  points  on  the  Mount  Hope  Mineral  Railroad. 

As  to  joint  rates  on  iron  ore  requested  by  the  complainant, 
Eddy  said  that  neither  the  Central  nor  the  Lackawanna  con- 
nectiins  of  the  Mineral  road  participate  in  joint  rates  with  the 
Cornwall  Railroad,  which  was  cited  by  the  complainant  to  show 
that  there  were  joint  rates  on  iron  ore  in  that  territory.  Mr. 
Eddy  said  that  the  Commission  should  also  deny  the  prayer  for 
joint  rates  on  iron  ore. 

Coal  to  and  from  Mt.  Hope,  N.  J. 

In  a  report  on  No.  10387,  Empire  Steel  &  Iron  Co.  vs.  Cen- 
tral R.  R.  of  New  Jersey  et  al.,  on  rehearing,  by  Examiner 
Eddy,  the  question  at  issue  was  as  to  whether  the  original  re- 
port in  56  I.  C.  C.  158,  hereinbefore  mentioned,  was  correct. 
Mr.  Eddy  recommended  that  the  Commission  modify  its  former 
report  so  as  to  set  forth  the  opinion  of  the  Commission  that 
the  maintenance  of  joint  rates  on  coal  with  the  Morristown  * 
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Erie,  while  refusing  to  maintain  such  Joint  rates  with  the  Mount 
Mope-  Mineral  Railroad,  results  In  no  undue  prejudice  to  re- 
ceivers of  coal  on  the  Mount  Hope  Mineral  Road.  This  recom- 
mendation, if  adopted,  will  be  a  second  denial  of  relief  sought 
by  the  Umpire  Steel  &  Iron  Company  as  a  shipper  over  the 
Mount  Hope  Mineral  Railroad. 


COAL  RATES  TO  CEDAR  RAPIDS 

The   Traffic   World   Washington  Bureau 

The   Commission   has   dismissed   No.    10231,   Cedar   Rapids 

Chamber  of  Commerce  against  the  B.  &  O.,  holding  that  rates 

on  soft  coal  from  Illinois  and  Indiana  mines  and  from  Chicago 

|    to  Cedar  Rapids,  la.,  are  not  unreasonable  or  otherwise  unlawful. 


CLAYTON  ACT  MODIFICATION 

The   Traffic   World   Washington  Bureau 

The  views  of  the  Commission  as  to  modification  of  Section 
10  of  the  Clayton  anti-trust  act  were  submitted  to  the  Senate 
interstate  commerce  sub-committee,  January  12,  by  Chairman 
Clark.  He  recommended  substantial  changes  in  the  Freling- 
huysen  bill,  which  was  prepared  by  counsel  for  the  railroads. 

The  Commission  unanimously  agreed  that  Section  10  should 
be  amended,  he  said,  but  believed  that  instead  of  repealing  it 
entirely  it  should  be  changed  in  certain  respects  and  drawn  so 
that  carriers  subject  to  Section  20-a  of  the  act  to  regulate  com- 
merce would  be  subject  to  the  revised  legislation,  and  made 
effective  within  from  sixty  to  ninety  days  instead  of  after  De- 
cember 31,  1921. 

Taking  up  the  text  of  the  Frelinghuysen  bill,  Commissioner 
Clark  said  the  Commission  recommended  that  the  provisions 
be  made  to  apply  to  transactions  made  after  December  31,  1920, 
and  that  where  "supplies'"  were  referred  to,  the  word  "'mate- 
rials'' should  also  be  included.  It  was  also  recommended  that 
instead  of  applying  to  transactions  involving  more  than  $50,000 
"in  any  one  transaction,"  it  should  be  made  to  apply  to  transac- 
tions amounting  to  $100,000  in  any  calendar  year. 

Elimination  of  the  provision  that  when  doubt  arose  as  to 
what  constituted  "a  substantial  interest"  within  the  meaning  of 
the  bill,  application  could  be  made  to  the  Commission  for  a 
decision  thereon,  was  recommended  on  the  ground  that  that 
question  was  one  that  could  not  be  determined  in  all  instances 
in  advance  of  a  given  transaction. 

Commissioner  Clark  reiterated  the  view  expressed  at  a 
previous  hearing  that  the  part  of  the  bill  stipulating  that  the 
bill  shall  not  deprive  "a  carrier  of  the  right  to  exercise  an 
honest  business  discretion  in  determining  which  bid,  under  all 
of  the  circumstances  of  the  case,  is,  by  reason  of  the  responsi- 
bility of  the  bidder  or  otherwise,  most  favorable  to  its  interest; 
nor  prevent  it,  after  having  taken  competitive  bids,  from  nego- 
tiating with  one  or  more  of  the  bidders,  without -further  com- 
petitive bidding,  to  reduce  the  price  or  to  secure  more  favorable 
terms  or  a  more  favorable  contract,  or  from  accepting  a  better 
offer  so  arrived  at;  nor  from  enlarging  or  reducing  the  quantity 
of  the  proposed  purchase  or  work  at  a  price  arrived  at  by  com- 
petitive bidding  or  otherwise,  as  permitted  in  this  paragraph," 
would  be  a  complete  nullification  (because  it  was  so  broad)  of 
the  underlying  principles  of  Section  10.  He  said  it  should  be 
understood  that  the  bill  as  revised  by  the  Commission  would 
not  limit  carriers  in  the  least  from  negotiating  with  bidders  in 
any  degree,  except  when  any  bidder  was  connected  with  the 
carrier  through  interlocking,  directorates  or  other'  interest.  If 
no  such  conditions  obtained,  he  said,  the  carrier  would  be  left 
free  to  negotiate  as  it  saw  fit,  or  as  if  the  Clayton  act  had  not 
been  passed. 

As  to  emergency  purchases,  which  had  been  referred  to  by 
counsel  for  the  carriers  at  a  previous  hearing,  Commissioner 
Clark  said  such  purchases  could  be  taken  care  of  through  regu- 
lations to  be  prescribed  by  the  Commission.  He  said  he  could 
not  believe  there  would  be  any  important  number  of  such  pur- 
chases. 

"It  must  be  borne  in  mind  that  there  are  no  restrictions 
placed  on  the  carriers  except  where  there  are  interlocking  di- 
rectorates or  where  there  are  common  officers,"  said  Mr.  Clark. 

Under  the  bill  as  proposed  by  the  carriers,  he  said,  there 
would  be  nothing  to  prevent  a  carrier  from  telling  a  bidder  that, 
while  a  specific  bid  was  to  be  on  5,000  units,  for  instance,  an 
order  for  25,000  units  would  be  placed  if  the  bid  were  right. 

The  part  of  the  bill  excluding  from  its  provisions  dealings 
between  a  common  carrier  and  a  non-carrier  corporation  or 
company  "where  such  non-carrier  corporation  or  company  Is 
controlled  by  it  through  stock  ownership,  lease  or  otherwise, 
etc.."  should  be  revised  so  that  it  would  exclude  only  such  non- 
carrier  corporations  where  at  least  half  of  the  stock  is  owned 
by  the  carrier  company  or  where  the  property  of  the  non-carrier 
company  is  leased  by  the  carrier  company,  Commissioner  Clark 
.'.•lid.  The  Commission  believed  that  this  part  of  the  bill  was 
not  drawn  so  that  it  applied  clearly  to  non-carrier  corporations 
at  least  half  of  the  stock  of  which  is  owned  by  carrier  com- 
panies. Dealings  between  such  carrier  and  non-carrier  com- 
panies, under  the  chances  proposed  by  t.be  CnmmifiBion.  would 


be  limited  by  a  provision  that  the  carrier  "Is  prohibited  from 
purchasing  supplies  or  other  articles  of  commerce  from  any 
such  non-carrier  corporation  or  company  at  a  price  exceeding 
the  then  market  value  thereof  at  the  place  of  delivery."  This 
substantially  follows  the  bill  as  submitted  by  the  carriers,  except 
that  the  words  "without  the  assent  and  approval  of  a  different 
price  by  the  Interstate  Commerce  Commission"  were  taken  out 
by  the  Commission,  and  a  revision  of  the  language  so  an  to  make 
it  plain  that  the  price  should  be  no  more  than  the  "then  market 
value." 

Another  important  change  recommended  by  the  Commission 
was  that  the  carriers  be  required  to  file  with  the  Commission  de- 
tailed statements  of  all  transactions  where  purchases  or  con- 
tracts are  made  by  competitive  bidding,  under  the  terms  of  the 
bill,  within  30  days  after  making  such  contracts.  As  submitted 
by  the  carriers,  the  bill  simply  provided  that  the  records  of 
these  transactions  be  preserved  in  the  office  of  the  carrier  for 
inspection  by  the  Commission." 

"We  see  no  reason  why  these  records  should  simply  go  into 
the  carrier's  files."  said  Commissioner  Clark,  adding  that  the 
Commission  would  be  put  in  the  position  of  having  to  go  into  the 
records  in  the  carrier's  office  to  find  out  if  there  were  any  irregu- 
larities or  violations  of  the  law. 

As  recommended  by  the  Commission,  the  carrier  would  have 
to  file  detailed  statements  giving  the  names  and  addresses  of 
bidders,  names  of  the  officers  and  directors  of  those  biding,  and 
other  information  necessary  to  permit  a  determination  of  whether 
the  law  had  been  observed. 

Chairman  Clark  also  recommended  the  addition  of  two  para- 
graphs to  the  pending  bill  relating  to  transactions  in  securities. 
He  said  they  were  substantially  along  the  lines  of  similar  pro- 
visions in  the  transportation  act.  They  are  as  follows: 

(h)  After  this  paragraph  (13)  takes  effect  it  shall  he  unlawful  for 
any  ofllcer,  director  or  agent  of  a  carrier  to  receive,  directly  or  indi- 
rectly, any  benefit  or  profit  or  any  money  or  thing  of  value  in  respect 
of  the  negotiation,  hypothecation,  purchase  or  sale  hy  the  carrier  of 
any  stocks,  bonds  or  other  evidences  of  interest  or  Indebtedness  issued 
by  a  carrier  or  non-carrier  corporation. 

(i)  After  this  paragraph  (13)  takes  effect  every  carrier  that  is  n 
iw.rty  to  the  hypothecation,  purchase  or  sale  of  or  other  dealing  in  any 
stocks  or  bonds  issued  by  a  carrier  or  non-carrier  corporation  shall 

within  days  after  such  hypothecation,  purchase,  sale  or  other 

deal'ng  report  to  the  Commission  in  such  form  and  detail  as  the  Com- 
mission may  require,  the  particulars  of  the  transaction. 

Senator  Stanley,  of  Kentucky,  inquired  what  the  effect  of 
the  proposed  legislation  or  Section  10  would  have  on  the  reve- 
nues of  the  carriers.  Commissioner  Clark  replied  that,  as  the 
net  return  of  the  carriers  was  fixed  at  a  certain  percentage  under 
the  transportation  act,  extravagance  on  the  part  of  the  carriers 
would  increase  the  obligation  on  the  part  of  the  public  to  pay 
sufficient  rates  to  bring  up  the  net  to  that  fixed  in  the  law.  and 
that  the  right  of  the  carriers  to  earn  the  fixed  return  was  predi- 
cated on  honest,  efficient  and  economical  management. 

An  inquiry  was  made  by  Senator  Smith,  of  South  Carolina, 
as  to  whether  or  not,  under  the  transportation  act,  the  carriers 
could  not  accede  to  unreasonable  demands  by  labor  for  increased 
wages  or  to  unreasonable  prices  by  the  sellers  of  supplies  and 
charge  the  cost  up  to  the  public. 

"In  other  words,"  he  asked,  "haven't  we  got  something  like 
the  cost-plus  principle?" 

Commissioner  Clark  said  if  any  carrier  included  extortionate 
sums  in  its  operating  expenses  he  believed  the  Commission  had 
the  right  under  the  law  to  exclude  them. 

Questioned  as  to  the  investigation  of  excessive  costs  for 
repairs  to  equipment,  Mr.  Clark  said  nothing  had  yet  been  ob- 
tained on  that  subject.  He  said  he  had  not  been  able  to  verify 
the  figures  as  to  excessive  costs  referred  to  by  Representative 
Huddleston  in  a  speech  in  the'  House  December  31,  but  that  an 
effort  had  been  made  to  do  so. 

"Is  there  any  reason  why  a  railroad  company  would  pay  out 
for  repairs  any  more  than  was  absolutely  necessary?"  asked 
Senator  Townsend,  of  Michigan. 

"I  can't  imagine  any  proper  reason,"  replied  Mr.  Clark.  'It 
might  be  done  to  permit  an  officer  or  a  director  to  profit  by  It 
through  their  interest  in  the  company  performing  the  work." 

"Do  you  know  whether  it  is  a  fact  that  an  extraordinary 
emergency  rested  on  the  railroads  due  to  a  large  number  of  en- 
gines and  equipment  being  turned  over  to  them  in  bad  condition 
by  the  government?",  asked  Senator  Townsend. 

"I  would  not  want  to  say  whether  that  is  so  or  not  so," 
said  Mr.  Clark.  "It  you  should  ask  the  Director-General,  he 
would  probably  say  no,  and  if  you  asked  Mr.  Thorn,  he  would 
probably  tell  you  a  very  different  story." 

Commissioner  Clark  then  explained  that  that  was  one  of  the 
questions  involved  in  the  settlements  with  the  railroads  for  the 
guaranty  period,  on  which  the  Commission  has  to  pass. 

He  did  say,  however,  that  there  had  been  an  extraordinary 
demand  on  the  carriers  for  service  up  to  the  last  six  weeks  or 
so,  and  that  the  carriers  had  made  a  very  creditable  showine. 

Commissioner  Clark  concluded  his  testimony  January  13. 
The  principal  modification  of  section  10,  under  the  Commission's 
recommendation,  would  be  that  of  excluding  from  its  provisions 
dealings  between  carriers  and  their  subsidiaries.  Under  sec- 
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Uon  10  as  it  stands  such  dealings  would  have  to  be  by  competi- 
tive  bidding  under   rules  established   by  the  Commission. 

Members  of  the  committee  questioned  Chairman  Clark  in 
regard  to  the  effect  on  the  income  of  the  carriers  of  the  in- 
crease in  passenger  service  charges  and  also  as  to  whether  the 
20  per  cent  increase  and  the  50  per  cent  Pullman  surcharge  had 
decreased  revenue  because  of  less  travel  than  before  the  in- 
creases became  effective. 

Figures  were  submitted  by  Mr.  Clark  to  show  that  in  Sep- 
tember and  October,  the  first  two  months  the  increased  rates 
were  in  effect,  passenger  revenues  showed  increases  over  1919. 
In  September,  1919,  the  revenue  amounted  to  $110,219,099,  while 
in  September,  1920,  it  amounted  to  $129,438,552.  In  October, 
1919,  it  amounted  to  $99,033,423,  while  in  the  same  month  in 
1920  it  was  $114,044,152. 

"\\'e  felt  that  it  was  neither  fair  nor  wise  to  put  the  entire 
increase  on  freight  because  that  might  have  reduced  traffic," 
he  said. 

"Is  it  right  that  Pullman  passengers  should  pay  more  than 
othrr  passengers?"  asked  Senator  Kellogg. 

"We  think  so."  replied  Mr.  Clark,  adding  that  Pullman 
sen-ice  is  more  expensive  and  more  comfortable  than  that  in 
the  regular  coaches. 

Senator  Stanley  questioned  Mr.  Clark  as  to  the  wisdom  of 
the  action  of  the  Railroad  Administration  in  standardizing 
wages.  Mr.  Clark  replied  that  he  did  not  think  that  standardiza- 
tion of  wages  as  applied  to  all  employes  without  discrimina- 
tion was  wise,  but  that  it  might  be  applied  to  certain  classes. 
He  said  some  of  the  largest  percentages  of  increases  were  in 
the  most  unskilled  and  irresponsible  positions,  and  that  it  did 
not  seem  to  him  that  women  cleaning  coaches  in  the  South 
iculd  get  as  much  of  an  increase  as  women  doing  the  same 
work  in  Chicago,  for  instance,  because  of  the  wide  difference 
living  conditions.  The  primary  reason  for  the  increases,  he 
said  he  understood,  was  to  meet  the  increase  in  the  cost  of 
living  and  he  did  not  see  that  that  reason  warranted  the  appli- 
cation of  the  same  increase  everywhere.  He  said  some  colored 
women  in  the  South  received  increases  in  pay  of  approximately 
-00  per  cent. 

Referring  to  the  paragraphs  relating  to  securities  which  he 

had   submitted   previously,   Mr.   Clark   said   they   were   intended 

round    out   the   provisions   of   paragraph    12    of   section   20-a 

the    interstate    commerce    act.      He    said    also    that    another 

nendment  might  be  made  to  that  part  of  the  law  so  as  to  pre- 

it  officers  or  directors  of  a  railroad  company  profiting  by  the 

that  a  bank  in  which  they  were  interested  might  sell  that 

fni£5   i",£T£tM2    Snd    obtain    a    ^m^ion    therefor.      He 
ited  that  the  Commission  did  not  feel  that  the  present  law 
vered  such  a  situation  fully  enough.     He  referred  to  the  re- 
by  a  railroad  company  of  $25,000,000  of  bonds.    Two 
if  that  railroad  company,  he  said,  were  interested  in 
banks  which  participated  in  the  sale  of  the  bonds  and  received 
commission,    therefor.     He   did   not   mention   the   name   of  Ihe 
company  involved  but  it  is  understood  the  situation  referred  to 
York  Central   connectlon   with   tlie  sale  of  bonds   by   the   New 
Senator  Townsend  asked  that  Mr.  Clark  prepare  an 

"" 


the  contract  thus  obtained  to  someone  else.    Then,  he  said,  the( 
carriers  would  be  sued  if  the  lowest  bid  were  rejected. 

Mr.  Thorn  reviewed  the  objections  of  the  carriers  to  section 
10  in  its  present  form.  He  said  it  would  require  the  railroads 
to  do  practically  all  of  their  purchasing  by  means  of  competitive 
bids.  He  also  said  section  10  required  competitive  bids  on  pat- 
ented articles  controlled  by  one  seller.  Frequently,  he  said,  it 
was  better  economy  for  a  railroad  company  to  buy  from  a 
responsible  manufacturer  at  a  higher  price  than  the  lowest  bid. 
Negotiation  with  bidders  to  obtain  better  purchasing  conditions 
as  would  be  permitted  by  the  proposed  substitute  legislation! 
he  said,  would  result  in  saving  the  roads  millions  of  dollars! 
Explaining  the  provisions  of  the  pending  bill,  Mr.  Thorn 
said,  it  excluded  from  regulation  dealings  between  all  carrier 
companies,  with  the  provision  that  one  carrier  could  not  charge 
another  carrier  a  price  in  excess  of  the  amount  which  it  charged 
to  itself  for  similar  articles  except  for  the  addition  of  an  amount 
to  cover  proper  transportation  charges.  Dealings  between  com- 
mon carriers  and  non-carrier  companies  would  be  subject  to 
regulation  by  the  Commission. 

Referring  to  the  charges  of  organized  labor  regarding  ex- 
cessive payments  for  repairs  to  equipment  made  in  shops  other 
than  those  maintained  by  the  railroad  companies,  and  the  action 
of  the  Interstate  Commerce  Commission  in  entering  an  order 
directing  that  an  investigation  be  made  of  the  charges,  Mr. 
Thorn  said  he  would  make  no  comment,  but  that  he  ventured 
to  say  that  the  investigation  would  disclose  that  when  the  rail- 
roads were  returned  to  their  owners  March  1,  1920,  their  equip- 
ment was  in  such  bad  condition  that  all  the  repair  work  could 
not  be  done  in  railroad  shops  and  that  such  work  had  to  be  let 
out  to  other  concerns.  On  this  point  he  further  stated  that 
the  investigation  would  show  that  the  methods  followed  by  the 
railroad  companies  in  letting  out  such  work  were  identical  with 
those  adopted  by  the  Railroad  Administration  during  federal 
control. 

In  order  that  that  controversy,  however,  would  not  be  in- 
jected into  the  consideration  of  the  pending  legislation  Mr 
Thorn  said  he  recommended  an  amendment  to  the  bill  provid- 
ing that  no  common  carrier  should  have  any  dealings  with 
respect  to  repairs  and  equipment  not  approved  by  the  Inter- 
state Commerce  Commission.  He  also  said  the  transportation 
act  gave  the  Commision  control  as  to  expenditures  made  bv 
e  carriers,  in  that  it  was  provided  in  the  rate-making  section 
that  there  should  be  honest,  efficient  and  economical  manage- 
ment and  reasonable  expenditures. 
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He  also  expressed  himself  as  opposing  the  "guar 
"  of  the   transportation   act  and   said   the   roads 
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Under  date  of  January  8,  two  days  after  the  Commission 
made  a  formal  announcement  of  the  entry  of  an  order  by  it 
directing  that  an  investigation  be  made  into  the  matter  of  rail- 
way equipment  repair  costs  in  shops  other  than  those  operated 
by  the  railroad  companies  themselves,  W.  Jett  Lauck  who  has 
been  employed  by  the  railroad  brotherhoods  as  a  "consulting 

:onomist.  sent  a  petition  to  Chairman  Clark  of  the  Commis- 
sion asking  that  an  "immediate  inquiry  be  instituted  into  the 
present  practices  of  a  large  number  of  railways  in  entering 
into  contracts  to  have  their  locomotive  and  car  repair  work 

irformed  in  outside  establishments."  Lauck,  who  filed  the 
petition  on  behalf  of  W.  H.  Johnston,  president  of  the  Interna- 
the  matter  Machinists,  asked  for  a  public  hearing  in 

It  is  charged  in  the  petition  that  "the  country's  bill  for  the 
freight   train   cars   alone   would   be   increased   to   the 
extent  of  a  quarter  of  a  billion  dollars  a  year,"  if  class  I  car- 
8  were  generaly  to  have  their  repairs  done  by  outside  com 
Jn  the  basis  of  the  unwarranted  charges  which  we  have 
iscovered.      It  is  further  charged  that  many  railroad  manage- 
ments   "especially   those   affiliated   with   the   banking   house   of 
nnrt  r^n?rga?          .Company,  by  closing  their  own  repair  shops 
contracting  with  private  companies  to  do  their  locomotive 

?7«Hnn.    Wl'  evldently  aim  to  disrupt  railroad  labor  organ- 
izations which  have  developed  during  the  war." 

The  petition,  in  part,  filed  by  Lauck  follows: 
indns  ,.v  hC°UrSe  °! ,  procedure  °n  the  part  of  the  transportation 
HP  -17     f  rt'fntly  bec°me  so  extensive  as  to  affect  seriouslv 
well Cf,     ^bUC  lD,terest'  and  to  menace  ac«tely  the  economic 
hi  of  Pv/n       la!!ge  flasses  of  railroad  employes,  and,  too,  what 
certain   ?,    f 6E    !"    mP°rtance,  to  threaten  to  deprive  them  of 
thTaran± dam,enta1'   induswal   rights  guaranteed   to   them   bv 
transportation  act  of  1920. 

us  in°™wWn  £artM,  in(?uirles  UP  to  the  present  time  justify 
i  making  the  following  charges: 

railrMdStby^areP00nr<™ft  Iocon?°tive  repair  work,  when  done  for  the 
the  railroads  on  an  ^"'P"16"1  companies  under  contract,  costs 

roads  to  do  sPmtlnr  ^Tf  Q™,  tlmos  fls  much  "s  u  costs  "lp  '•>»- 
motive  repair  work  £h  i  tb,e.ir  own  shops'  In  other  words-  loc°- 
done  at  the  nrewnt  H  •  wou,',d  lm<Jer  or("nan'  circumstances,  when 
tends  when  donp.nVr,''  '"  ™ilronci  sh°Ps.  cost  from  $1.000  to  $5.000. 
to  cwt  approSimatel"  Izo.OOO.  WUh  °UtS'de  °"uinment  concerns, 

Locomotive  repair  work  outlays  for  the  entire  transportation  s.vs- 
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triii  oi  iln  tn  .•••.nit  .•inniiiilly  to  lielwi.n  - miO.OOO  to  $600.- 

IIIHI.IIOU.  It  (In-  prlvati  mil-lists  invulvc'il  an-  nluiHi-ii  without  i.  tralnt 
to  go  Into  the  business  of  locomotive  repair  work,  generally  on  iin 
profitable  lines  which  mn-  Investigation  bus  disHo;  ..,|,  tin-  i-tti.i  umiiii 
be  to  burden  shippers  on  the  general  public  with  an  excess  and  un- 
\\.ii  i. mi.  (l  charge  amounting  to  at  least  half  a  billion  dollars  a  year. 

Second:  The  some  general  tendencies  have  been  brought  to  light 
by  our  Investigation  of  freight  car  repair  work.  Data  have  been 

:  i  nl  which  show  that  representative  railroad  systems  nave  con- 
tnicted  with  outside  concerns  for  the  repair  of  at  least  60,000  freight 
ears  of  various  types.  The  excess  price  paid  by  the  railroads  for  the 
n  pair  oi  i -a  is  inaili'  In  pihati-  rompanlea  in  comparison  with  the 
rust  of  similar  work  ill  railroad  .shops  amounts  on  the  most  con- 
servative basis  to  at  least  Siinn  a  rar.  anil  in  nianv  cases  Is  eon- 
Miii-r  a  M>  MHII-I-.  I]'  I  lass  I  raiTlt-ls  alun-'  \\rlj.  L',.-ii.-r  a  llv  to  havt-  their 

repairs   done    by    outside   ronipanii-s   on    the    hasi.-.   .•!    ihr   unwarranted 

eh.'tl'Kes     Wlliell     we     have     lliseuveri-il,     tile     country's     bill     for    the     H-paii 

of  freight  train  ears  aloni-  would  be  increased  to  the  extent  of  a 
iliiartrr  o!  a  billion  dollars  a  \i-ar. 

"The  reasons  which  have  constrained  a  large  number  of 
railways  to  adopt  this  unprecedented  policy  are  twofold: 

Kirst:  They  desire  to  make  profitable  the  operations  of  certain 
private  equipment  companies  in  which  the  railroads,  or  certain  laiK> 
banking  groups  which  control  the  railroads,  are  frequently  interested. 
As  the  public  pays  the  bill  ultimately  for  the  transportation  indus- 
try, this  means  that  the  public  is  being  required,  without  warrant  in 
law  or  ethics,  to  pay  undefensible  charges  to  secure  profitable  returns 
mi  certain  equipment  companies  which  are  controlled  by  the  same 
financial  interests  which  control  the  railroads.  Many  of  these  equip- 
ment concerns  made  excessive  profits  on  an  expanded  capital  during 
the  war  period,  and  would  now  be  profitable  were  it  not  for  this 
policy  of  manipulating  the  public  interest  for  private  gain. 

Second:  In  the  second  place,  many  railroad  managements,  es- 
peeially  those  affiliated  with  the  banking  house  of  J.  P.  Morgan  & 
i'o.,  by  closing  their  own  repair  shops  and  contracting  with  private 
companies  to  do  their  locomotive  and  car  repairs,  evidently  aim  to 
disrupt  railroad  labor  organizatians  which  have  developed  during  the 
war.  Their  obvious  plan  is  to  throw  railway  employes  temporarily  out 
in'  employment,  and  later,  when  work  is  resumed  in  railway  shops,  to 
re-employ  the  former  workers,  not  as  members  of  railway  labor  or- 
ganizations, but  as  individuals.  Our  records  already  show  more  than 
:!2.nipfl  men  thrown  out  of  work. 

"This  phase  of  the  matter  is  without  doubt  part  of  the 
alleged  'open  shop"  movement  which  has  for  its  real  object  the 
disruption  of  all  legitimate  labor  organizations  and  trade  union 
agreements. 

"We  realize  fully  that  your  honorable  body  has  no  jurisdiction 
over  industrial  relations  in  general  or  over  the  relations  be- 
tween railway  employes  and  railway  managers.  We  do  claim 
most  emphatically,  however,  that  you  cannot  permit  railroad 
companies  under  your  jurisdiction  to  take  funds  paid  by  the 
public  for  effective  transportation  machinery,  and  to  use  these 
funds  illegitimately  and  indefensibly  for  the  purpose  of  dis- 
rupting the  organizations  of  railway  employes  which  received 
governmental  sanction  and  condemnation  during  the  war.  Aside 
from  considerations  of  labor  policy,  it  is  obvious  that  the  law 
contemplates  that  revenues  derived  from  transportation  serv- 
ices must  be  economically,  efficiently  and  honestly  accounted 
for  or  expended,  and  that  it  is  the  duty  of  your  honorable  body 
to  scrutinize  the  expenditures  of  the  railroad  companies  to  see 
that  the  public  interest  is  fully  protected. 

"It  is  for  this  reason  that  we  petition  you  for  a  complete 
investigation  and  hearing.  We  are  prepared  to  submit  to  you 
the  facts  which  we  have  already  collected  and  which,  we  feel 
assured,  that  your  own  records  and  inquiries  will  verify.  When 
there  has  been  a  complete  ascertainment  of  the  facts  and  we 
are  afforded  an  opportunity  we  hope  to  urge  in  detail,  for  your 
consideration,  the  following  policy  in  order  to  correct  the  evils 
of  which  we  complain: 

"1.  That  no  railroad  company  be  permitted  to  enter  into 
contracts  for  repair  work  on  locomotives  or  cars  by  outside 
companies  unless  given  a  permit  to  do  so  by  your  honorable 
body,  and 

"2.  That  as  a  condition  to  securing  such  a  permit,  the  rail- 
road companies  must  show, 

a.  They  cannot  do  the  work  which  they  wish  to  contract  for,  or, 

b.  They  cannot  do  it  at  as  low  a  cost  as  they  can  have  it  done 
by  outside  companies,  and, 

c.  If  a  permit  is  granted,   that  the  same   rates  of  compensation, 
and  the  same  conditions  of  employment  will  be  observed  by  the  con- 
tractors as  are  recognized  and  guaranteed  to  railway  workers  by  the 
Transportation    Act    of    1920,    and    the    Awards    of    the    Railway   Wage 
Board  established  by  this  Act. 

"The  general  public  interest  involved  in  our  petition  for 
an  investigation  and  hearing  is  evident.  Our  own  peculiar  in- 
terests are  acute  and  immediate.  We,  therefore,  hope  for  early 
and  favorable  action  upon  our  request  in  order  to  prevent  further 
impairment  of  the  public  interest  and  great  loss  and  inconven- 
ience to  your  petitioners." 

W.  Jett  Lauck,  speaking  for  Johnston,  issued  another  state- 
ment for  the  press  January  12  relative  to  Johnston's  charges  that 
the  railroads  are  making  excessive  expenditures  for  repairs  to 
railroad  equipment.  The  statement  was  a  "follow-up"  on  the  one 
issued  by  Mr.  Lauck  when  he  made  public  the  petition  filed  with 
the  Commission  asking  for  a  hearing  on  the  charges.  The 
statement,  in  part,  follows: 

'•We  are  prepared  to  back  up  every  charge  made  in  the  com- 
plaint filed  with  the  Interstate  Commerce  Commission  with 
specific  facts  and  figures  as  to  the  excessive  coat  of  repairs  to 


equipment  made  by  'outside'  concerns  as  compared  with 
actual  railroad  shop  COHIH. 

"For  instance,  we  have  the  actual  records  of  contract*  for 
repairing  617  locomotives  and  about  32,000  care  by  private  equip- 
ment companies  during  the  past  several  months.  In  neither  case 
does  this  represent  by  any  means  all  of  such  work  that  Is  being 
done  by  outside  shops,  but  it  is  enough  to  furnish  a  very  good 
basis  for  comparison. 

"The  figures  with  reference  to  the  cost  of  repairing  locomo- 
tives are  very  significant.  The  total  cost  for  repairing  350  en- 
gines in  the  outside  shops  was  $6,309,221,  a  weighted  average  of 
$18,026  per  locomotive.  Statistics  of  the  Railroad  Administration 
as  to  the  cost  of  repairing  1,080  locomotives  In  the  company 
shops  in  the  months  of  August  and  September,  1920,  when  prices* 
were  at  the  peak,  reveal  a  total  cost  of  only  $5,504,144,  or  a 
weighted  average  of  $5,096  each,  considerably  less  than  one-third 
the  cost  of  contract  work. 

"Further  than  this,  however,  an  examination  of  the  con- 
tracts discloses  that  the  cost  of  work  done  by  the  large  com- 
panies averaged  much  higher  than  that  done  by  the  small  con- 
cerns. Of  the  617  repair  jobs,  418  were  awarded  to  the  Baldwin 
Locomotive  Works,  which  is  closely  affiliated  with  the  banking 
group  controlling  the  railroads.  The  exact  cost  is  given  for  re- 
pairing 234  of  these,  the  aggregate  being  $4,691,176,  averaging 
$20,048  per  locomotive.  In  other  words,  to  have  this  work  done 
by  the  Baldwin  Company  cost  nearly  as  much  for  234  engines  as 
for  1,080  similar  jobs  done  in  the  railroad  shops.  Seventy-seven 
engines  repaired  by  the  American,  Lima  and  Rome  locomotive 
companies,  all  large  concerns,  averaged  well  over  $16,500  each, 
while  one  job  done  by  the  Pittsburgh  Boiler  &  Machine  Works,  a 
small  company,  cost  only  $1,670,  and  repairs  to  20  locomotives  by 
two  other  medium-sized  companies  averaged  $6,000. 

"More  specific,  however,  is  the  comparison  of  the  actual  cost 
of  a  certain  type  of  repair  job  in  the  railroad  shop  and  in  the 
private  shop.  The  Railroad  Administration  very  accurately 
classified  the  various  types  of  repair  jobs  and  ascertained  the 
average  cost  of  each  class  in  the  shops  of  the  different  railroad 
companies.  For  example,  it  found  that  the  cost  of  doing  cer- 
tain work  in  the  shops  of  the  Pennsylvania  Railroad  in  Sep- 
tember, 1920,  averaged  $4,466  per  locomotive.  For  doing  exactly 
the  identical  work  on  220  of  its  engines,  however,  the  Pennsyl- 
vania company  paid  the  Baldwin  Locomotive  Works  $19,057  each, 
more  than  four  times  the  cost. 

"Similarily,.  the  New  York  Central  farmed  out  27  jobs  with 
the  Rome  Locomotive  Company,  41  with  the  American  and  9 
with  the  Lima,  the  costs  ranging  between  $16,360  and  $17,000 
for  each  locomotive,  whereas  the  average  cost  of  the  same  work- 
in  the  New  York  Central  shops  in  1920  had  been  $5,773,  or  about 
one-third  the  amount. 

"While  the  exact  charge  for  the  work  done  at  'cost  plus' 
has  not  yet  been  ascertained,  it  is  plain  from  the  terms  of  the 
contracts  that  the  cost  will  be  very  much  more  than  if  done  in 
the  railroad  shops,  and  quite  likely  will  exceed  the  extremely 
high  costs  cited  above.  Cost  plus  contracts  between  the  Baldwin 
company  and  the  New  York  Central,  the  Seaboard  Air  Line,  the 
Burlington,  the  Milwaukee  and  other  roads,  stipulate  that  in  ad- 
dition to  cost  of  materials  and  labor,  110  per  cent  shall  be  added 
to  the  labor  cost  (which  is  usually  from  one-half  to  two-thirds 
of  the  entire  cost)  for  overhead,  and  to  the  total  cost  thus  com- 
puted an  additional  15  per  cent  will  be  added  for  profit.  The 
Davenport  Locomotive  Company,  in  contracts  with  the  Burling- 
ton and  other  roads,  provides  for  the  addition  of  5  per  cent  to 
material  cost,  125  per  cent  to  labor  cost  and  then  takes  20  per 
cent  of  the  total  cost  as  profit.  The  contracts  of  the  Rome 
Locomotive  Company  provide  for  similar  percentages. 

"Nothing  more  is  needed  to  prove  the  excessive  naUr&  of 
these  charges  than  a  glance  at  similar  contracts  made  by  small 
companies,  which  add  for  overhead  only  10  to  40  per  cent  and 
approximately  10  per  cent  for  profit.  The  Scullin  Steel  Com- 
pany's contract  with  the  Missouri  &  North  Arkansas  provides  for 
15  per  cent  added  to  cost  of  material,  plus  10  per  cent  profit, 
and  the  same  terms  are  made  by  the  N.  C.  &  St.  L.  shop  to  the 
Gulf,  Mobile  &  Northern.  The  Pittsburgh  Boiler  &  Machine  Com- 
pany's contract  with  the  Frisco  calls  for  15  per  cent  added  to 
material  cost  and  65  per  cent  to  labor  cost,  with  no  other  profit. 
In  the  regular  railroad  shops,  of  course,  it  is  only  necessary  to 
cover  overhead  and  other  expense,  and  it  may  be  remarked  that 
these  charges  will  continue  to  run  while  the  shops  are  operating 
part  time  or  shut  down  entirely,  in  order  to  give  work  to  private 
companies  at  immense  profit. 

"Similar  practice  with  regard  to  repair  work  on  freight  cars 
has  been  far  more  extensive  than  for  locomotives,  although  it 
has  not  been  possible  to  secure  as  accurate  information  as  to 
comparative  costs  in  individual  instances.  Nevertheless,  definite 
figures  have  been  obtained  showing  that  important  trunk  lines 
have  contracted  with  private  concerns  for  the  repair  of  at  least 
32,000  cars  of  various  types.  Information  as  to  other  contracts 
has  been  received,  which,  however,  do  not  show  the  number  of 
cars  covered.  A  conservative  estimate  of  the  total  number 
would  be  50,000.  The  Baltimore  &  Ohio  alone  has  had  12,800 
cars  repaired  by  the  American  Car  &  Foundry  Company,  the 
Ralston  Steel  Car  Company  and  similar  concerns,  and  the  lat- 
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contracted  with  the  Norfolk  &  Western  for  the      1™%**™*$  ^ 
\  rtf  its  pars.    In  fact,  the  Ralston  companj  ^  ^^no  ^f  c 


typical,  and  as  it  has 


cerning  which  definite  information  is  at  hand,  the  „.„-- 

by  It  m  comparison  with  the  cost  of  the  same  work  in -railnwd 

shops  is  sufficient  to  give  a  very  good  idea  of  the  excessiv 


ces  everts  shows  that  the  repair 

work  for  which  the  Ralston  company  is  being  paid  at  the  rate 
oVabou"'  ,".800  per  car  could  be  done  in  ^"Wg**.*" 
approximately  one-half  of  tins  amount,  or  $900     It  »  »»  »  to  saj 
therefore    that  the  excess  cost  of  having  these  82,000 
mired  bv  private  concerns  will  total  $28,800,000     If  the  'estimate 
of  50.000  cars  is  correct,  the  aggregate  excess  will  be  NWMO.MO; 

•To  sum  up  the  entire  situation,  it  is  plain  that  if  the  i 
roads  are  permitted  to  pursue  the  policy  of  diverting  equipment 
repairs  to  private  companies  at  exorbitant  Barges  the  cost  of 
work  on  locomotives  will  be  at  least  three  times  what  it  should 
be  and  the  .total  bill  for  car  repairing  will  be  approximately  dou- 
bled Locomotive  repair  costs  for  the  entire  transportation  sys- 
tem amount  to  at  least  $500,000,000  a  year  and  car  repairs  < 


repair 

depriving  railroad  employes  of  the 

I0r  re-ouuo  J  economy  or  speed;  such  reductions  in  forces 
as  are  being  made  in  railroad  shops  are  the  result  of  falling  off 
m  business^  eB  quoted  as  to  the  relative  costs  of  repairs  in 

railroad  shops  and  in  outside  shops  are  misleading  for  the 
lowing  reasons: 

A. — The  costs  charged 
charges  for  interest  on  in 


job  done. 

"4     When  the  railroads  were  returned  to  private  operation 
there  was  an  abnormal  percentage  of  cars  and  locomotives  in- 
bad  order  requiring  repairs.    The  excess  of  bad  order  equipment 
was  beyond  the  capacity  of  the  railway  shops,  and  the  railwa> 
labor  engaged  in  the  repair  of  cars  had  declined  in  efficiency  and 


tem  amoun     o  a  ,,  inuui  cl,BU=tu  .„  .....  .,  ------ 

mroximatelv  $400  000  000     The  locomotive  repair  bill  under  the  output    These  abnormal  conditions  required  abnormal  remedie 

'contract  system   would  be   raised   to   $1,500,000,000   an-  ,o  meet  them      It  was  a  matter  of  time  and  economy  to  utilize 
iiallv    and  the  car  repair  bill  would  be  $800,000,000,  a  total  ex-        .,   „--  .--«.*.  ---  .  ^  ----  ,^mont   ^n^nevns  nf  thp  rnuntrv  for 

liuttuj.    niiu    ».  ___  x.,.      ___  :ii    „„,,   !„    ,  .,vilo     tVirmip-r 
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cess  of  $1  400  000,0(10,  which  the  public  will  pay  in  taxes,  through 
the  railroad  subsidy,  to  further  enrich  the  owners  of  railroad 
equipment  concerns,  who  are  also  the  real  owners  of  the  rail- 
roads. If  only  one-half  of  the  repair  work  is  thus  diverted,  the 
excess  will  be  $700,000,000. 

"This  is  only  one  phase  of  the  situation,  the  other  (m  which 
we  are  even  more  vitally  and  directly  interested)  being  the  starv- 
ing out  of  the  machinists'  organizations  in  railroad  shops,  which  is 
a  preliminary  to  a  drive  which  will  be  made  upon  all  railroad  labor 
organizations,  and  is  one  part  evidently  of  the  nation-wide  anti- 
union  campaign  admittedly  being  waged  by  the  group  of  capi 
talists  centering  about  the  Morgan  banking  system  and  its  ami 
iated  industrial  and  transportation  concerns,  of  which  the  U.  b. 
Steel  Corporation  is  one  of  the  most  active." 
Statement   From  Cuyler 

Thomas  DeWitt  Cuyler,  chairman  of  the  Association  of 
Railway  Executives,  gave  out  the  following  statement: 

"At  the  very  moment  when  real  progress  is  being  made  in 
securing  harmony  and  co-operation  between  the  railroads  and 
their  employes,  statements  are  being  made  to  the  public,  which, 
whether  intended  or  not,  will  impede  these  steps  of  progress,  and 
if  such  statements  are  accepted  without  question,  utterly  deceive 
the  public  as  to  the  facts. 

"The  Interstate  Commerce  Commission  has  ordered  an  in- 
quiry into  the  subject  of  railroad  repairs.  The  Railroad  Labor 
Board  has  just  started  a  hearing  in  Chicago  on  the  subject  of 
railroad  working  conditions.  The  railroads  are  co-operating  with 
the  Interstate  Commerce  Commission  and  with  the  Railroad 
Labor  Board  in  an  effort  to  arrive  at  the  facts,  and  the  proper 
conclusions  to  be  drawn  from  the  facts. 

"In  spite  of  this,  Mr.  W.  Jett  Lauck,  on  behalf  of  the  Ma- 
chinists' Union,  issued  to  the  newspapers  from  Washington,  on 
Sunday,  an  inflammatory  statement;  in  opening  the  hearings  be- 
fore the  Railroad  Labor  Board  in  Chicago,  Mr.  B.  M.  Jewell  made 
another  speech  of  the  same  character,  utterly  extraneous  to  the 
subjects  under  consideration,  and  today  Mr.  Lauck,  from  Wash- 
ington, issues  another  statement  full  of  insinuation  and  false 
conclusions. 

"These,  it  would  seem,  are  evidences  of  a  concerted  move- 
ment to  appeal  to  the  public  over  the  heads  of  the  Interstate 
Commerce  Commission  and  the  Railroad  Labor  Board,  and  to 
confuse  the  effort  to  deal  with  the  subjects  in  controversy  in  an 
orderly  manner.  The  public  should  be  on  its  guard  against  such 
obvious  propaganda. 

"The  railroad  companies  are  preparing  to  present  under  oath 
the  facts  concerning  equipment  repairs  to  the  Interstate  Com- 
merce Commission.  From  the  facts  available  to  me,  I  am  con- 
fident that  the  investigation  of  the  Commission  will  confirm  the 
following  statements: 

"1.  Under  the  transportation  act  the  railroads  are  bound 
by  rigid  restrictions  as  to  what  they  may  pay  out  for  repairs 
and  maintenance. 

"During  the  period  covered  by  most  of  the  so-called  excessive 
charges,  the  railroads  were  guaranteed  net  earnings  equal  to 
those  of  the  federal  control  period.  For  this  guaranty  period  the 
law  specifically  excludes  all  unusual  or  disproportionate  charges. 
For  the  period  since  September  1  the  law  limits  railroad  expenses 
to  such  Items  as  may  be  justified  'under  an  honest,  efficient 
and  economical  management,  and  reasonable  expenditures  for 
maintenance  of  way,  structures  and  equipments.1 

"It  Is  manifest  that  for  a  railroad  to  incur  improper  charges 
for  repairing  Its  equipment  would  invite  loss  of  earnings  the  com- 
pany has  every  motive  to  conserve. 

"2.  The  work  given  to  outside  shops  was  given  last  spring 
and  iummer  when  the  capacity  of  the  railroad  shops  was  abso- 
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all  the  facilities  of  the  equipment,  concerns  of  the  country  for 
these  repairs. 

"'5.     That  there  is  absolutely   no  truth   in   the   charge   i 
banks  and  railroad  companies  are  in  a  'conspiracy'  against  labor, 
the  'open  shop,'  or  upon  any  other  controverted  point. 

"A  half  truth  is  as  bad  as  a  whole  lie.  The  statements  re- 
ferred to  have  been  given  a  deceptive  plausibility  by  the  clever 
use  of  half  truths.  The  whole  truth  will  be  ascertained  by  the 
Interstate  Commerce  Commission,  and  the  public  advised  by 
that  body  as  to  the  facts." 

REPAIR  COST  INVESTIGATION 

The   Traffic   World   Washington  Bureau 

A  formal  order  providing  for  an  investigation  of  repair 
costs  by  railroads  has  been  issued  by  the  Commission  in  No. 
12066,  Construction  and  Repair  of  Railway  Equipment.  That 
the  Commission  planned  such  an  investigation  was  disclosed 
by  Chairman  Clark  before  the  Senate  interstate  commerce  sub- 
committee January  5,  when  testimony  was  being  heard  on  the 
Prelinghuysen  substitute  bill  for  section  10  of  the  Clayton  act. 
The  order  follows: 

It  having  heen  reported  to  the  Interstate  Commerce  Commission 
that  common  carriers  by  railroad  subject  to  the  Interstate  Commerce 
Act  have  caused  and  are  causing  certain  of  their  locomotives  and 
other  equipment  to  be  constructed  and  repaired  at  construction  or 
repair  shops  other  than  their  own.  and  have  purchased  and  are  pur- 
chasing from  or  through  such  shops  material  and  supplies  used  in 
such  construction  and  repair,  at  costs  in  excess  of  those  for  similar 
construction  and  repairs  in  their  own  shops,  including  material  and 
supplies  therefor,  in  disregard  of  efficient  and  economical  manage- 
ment, resulting  in  unreasonable  expenditures,  and  otherwise  con- 
trary to  law: 

It  is  ordered.  That  the  Commission,  upon  its  o\yn  motion  and 
without  formal  pleading,  enter  upon  a  proceeding  of  inquiry  and  in- 
vestigation into  and  concerning  the  matters  and  things  above  set 
forth; 

It  is  further  ordered.  That  this  proceeding  be  set  for  hearing  :tt 
such  times  and  places,  and  that  such  persons  be  required  to  appear 
and  testify,  or  to  produce  such  books1,  documents  and  papers,  as  the 
Commission  may  hereafter  direct:  and  that  the  investigation  be  car- 
ried on  in  the  meantime  by  such  other  means  or  methods  as  may 
be  deemed  appropriate: 

And  it  is  further  ordered.  That  a  copy  of  this  order  be  srrvc  <i 
upon  each  common  carrier  by  railroad  subject  to  the  Interstate 
Commerce  Act. 


LABOR  BOARD  HEARING  ON  RULES 

Hearing  on  Miscellaneous  Docket  No.  101-1,  in  the  matter  of 
rules  and  regulations,  began  before  the  Railway  Labor  Board  in 
Chicago,  January  10.  The  act  creating  the  Labor  Board  provided 
for  the  disposition  of  these  rules  and  regulations  in  addition  to 
the  wage  scale,  which  has  already  been  adjusted. 

The  petition  of  the  labor  organizations  in  this  case  is  that 
the  national  agreements  made  between  the  federal  government 
and  the  workers  during  the  time  of  government  control  be  con- 
tinued. In  support  of  this  petition,  B.  M.  Jewell,  president  of  the 
railway  employees'  section  of  the  American  Federation  of  Labor, 
voiced  an  opinion,  the  first  day  of  the  proceeding,  that  abroga- 
tion of  these  agreements  would  place  the  railroads  in  position  to 
hamper  the  work  of  the  various  labor  organizations  and  possibly 
to  make  them  entirely  powerless  in  the  future.  He  said  these 
agreements  were  all  based  on  the  principle  that  all  men  perform- 
ing the  same  character  of  work  fell  naturally  into  the  same  class 
of  labor  and  as  such  were  entitled  to  the  same  rates  of  pay  and 
the  same  working  conditions.  Removal  of  the  agreements  would 
mean,  in  the  opinion  of  Mr.  Jewell,  that  the  railroads  could  arbi- 
trarily decide  the  class  of  a  man's  labor  and  so  regulate  his 
wages,  hcurs,  and  working  conditions. 

The  workers,  at  the  first  day  of  the  hearing,  also  petitioned 
the  Board  to  pray  the  Interstate  Commerce  Commission  to  make 
an  Investigation  of  the  alleged  practice  among  the  roads  of  hav- 
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IIIK  engine  and  car  repairs  made  In  othei  than  their  own  shops. 
The  Board  indicated  that  it  would  take  the  petition  under  ad- 
visement. 

Late  In  the  afternoon  session  of  the  first  day.  E.  T.  Whiter, 
chairman  of  the  managers'  committee,  appearing  for  the  carriers) 
began  reading  into  the  records  a  vast  number  of  decisions  on 
questions  which  had  arisen  under  these  rules.  By  noon  of  the 
second  day  this  reading  had  proceeded  as  far  as  rule  No.  12,  re- 
hauling  the  apportionment  of  overtime  among  various  shifts, 
when  Mr.  Whiter  was  interrupted  by  Chairman  Barton,  and  sub- 
jected to  a  series  of  questions  by  the  Chairman  and  the  other 
Board  members,  who  sought  to  find  what  the  carriers  were  at- 
tempting to  show  by  these  decisions. 

Mr.  Whiter  said  the  decisions  would  serve  to  show  that  the 
roads  were  operating  under  a  tremendous  handicap  as  long  as 
these  agreements  have  been  In  operation.  He  stated  that  If  the 
agreements  were  continued  or  perpetuated  these  decisions  most 
of  which  the  carriers  deemed  unjust,  as  well  as  other  amend- 
ments and  supplements  to  the  original  agreements  would  become 
parts  of  the  agreements.  All  of  the  decisions  read,  he  said.  In- 
volved the  payment  of  men  for  work  not  performed,  a  condition, 
he  stated,  which  never  had  existed  as  a  general  practice  in  any 
other  Industry  in  the  United  States. 

The  roads  contend  that,  inasmuch  as  these  agreements  were 
entered  into  with  the  men  at  a  time  when  the  heads  of  the  roads 
had  nothing  to  say  about  the  matter,  it  is  unfair  to  expect  the 
roads  to  accept  them  now.  Mr.  Whiter  further  stated  that,  with 
all  due  respect  to  the  Board,  it  would  be  an  impossible  task  for 
it  to  compile  a  code  of  rules  that  could  be  made  to  operate  suc- 
cessfully over  the  entire  country.  He  suggested  that  the  Board 
set  aside  these  agreements  and  allow  the  individual  roads  to  get 
together  with  their  employees  in  order  to  draft  rules  governing 
that  road  and  its  employees  only. 

He  said  he  believed  90  per  cent  of  the  roads  could  do  this 
successfully,  and  in  the  case  of  the  other  10  per  cent,  the  Board' 
could  handle  the  matter  if  no  agreement  could  be  reached.  Mr. 
Hunt,  of  the  Board,  made  the  point  that  such  a  condition  of  af- 
fairs would  in  reality  make  the  Board  a  fixer  of  individual  rules 
and  wages,  just  as  the  Interstate  Commerce  Commission  is  a 
fixer  of  rates,  but  Mr.  Whitter  declared  that,  in  his  opinion,  the 
number  of  disputes  under  such  a  plan  would  not  be  large,  inas- 
much as  the  individual  road  and  its  employees  were  better  able 
to  arrive  at  conclusions  governing  merely  themselves  than  any 
body  would  be  in  making  rules  governing  the  whole  country. 

NATIONAL  ADJUSTMENT  BOARDS 

The  National  Conference  of  State  Manufacturers'  Associa- 
tions held  its  convention  at  the  Congress  Hotel,  Chicago,  Janu- 
ary 12.  One  of  the  principal  addresses  was  made  by  Charles 
Piez,  president  of  the  Link  Belt  Company,  who  spoke  on  "The 
Baneful  Influence  of  National  Adjustment  Boards  from  the  Pub- 
lic's Standpoint." 

"One  of  the  biggest  mistakes  our  legislators  ever  made," 
said  Mr.  Piez,  "was  exempting  the  labor  unions  from  liability 
under  the  Sherman  act,  as  was  done  in  the  Clayton  act.  This 
piece  of  legislation,  as  well  as  the  Adamson  law,  increasing  the 
wages  of  the  railroad  workers  25  per  cent  and  establishing  the 
8-hour  day,  were  wrung  from  Congress  by  methods  which  were 
little  short  of  intimidation.  It  is  now  proposed  by  the  railroad 
workers  that  the  national  agreements  entered  into  during  the 
time  of  war  should  be  continued.  This  would  necessarily  con- 
tinue the  inefficiency  of  the  roads  which  held  during  that  time 
due  to  the  men  holding  government  positions.  Once  having  vir- 
tual control  of  the  roads,  which  would  practically  be  the  case 
under  these  agreements,  it  would  be  only  a  step  for  the  unions 
to  attempt  to  gain  control  of  the  other  industries.  The  argu- 
ments at  present  being  made  before  the  Labor  Board  are,  there- 
fore, of  yital  interest  to  every  manufacturer  in  the  United 
States." 

W.  H.  Stackhouse,  of  French  &  Hecht,  Springfield,  O., 
speaking  on  the  subject  of  "Industrial  Freedom,"  said:  "Sec- 
tion 302  of  the  railroad  act  provides  for  the  formation  of  a 
number  of  adjustment  boards;  but  its  language  is  very  plain 
and  capable  of  only  one  interpretation — namely,  that  these  boards 
may  only  be  formed  on  agreement  between  the  roads  involved 
and  their  employes.  The  labor  unions  are  now  petitioning  the 
Railroad  Labor  Board  for  the  perpetuation  of  the  national  agree- 
ments made  during  the  time  of  federal  control,  which  agree- 
ments include  the  acceptance  of  the  national  adjustment  boards 
formed  at  that  time.  Under  the  conditions  of  section  302,  the 
Railroad  Labor  Board  has  no  jurisdiction  to  agree  to  this  peti- 
tion, because  doing  so  would  clearly  be  the  creating  of  adjust- 
ment boards  in  violation  of  that  section.  I  am  firmly  of  the 
opinion  that  the  petition  now  before  the  Labor  Board  is  the  work 
of  the  labor  leaders,  not  the  laboring  man.  The  Individual 
worker  on  the  railroad  does  not  want  his  troubles  taken  to  a 
tribunal  such  as  a  national  adjustment  board  would  be,  If  he 
can  obtain  justice  and  satisfaction  by  taking  the  matter  up 
with  the  road  whlrh  IH  In  better  position  to  know  the  circum- 


Htnnr.rH.  Hid  chances  of  securlm?  quick  adjustment  are  much 
better  In  the  latter  case." 

Three  resolutions  were  adopted  by  the  conference.  The 
first  related  to  immigration  principles.  The  second  declared  for 
i  lie  open  shop,  and  the  third  went  rather  deeply  Into  the  present 
labor  union-railroad  controversy. 

This  resolution  protested  against  further  action  to  continue 
national  agreements  and  national  adjustment  boards  on  the 
following  grounds: 

1.  That  railroad  conditions  vary  In  different  sections  of  the  coun- 
try and  even  on  different   roads  In   Hie   same   locality,   thus  making  It 
ImpOMltde  to  properly    take   care   of   controversies    with   any    but   local 
adjustment   boards. 

2.  That    the   continued   prohibition   of   piecework    in    tin-    r.-iilroiid 
shops  will  make  it  Impossible  to  obtain  efficiency  In  this  class  of  work 
and    will    have    the    tendency    to  spread   the   abolition  of   piecework    tr> 
other   industries. 

3.  Thai    iiinler    these   agreements    the    railroads    will   be   forced    to 
continue  to  pay  men  for  work  not  performed,  or  to  pay  them  two  or 
more  days'  pay  for  work  performed  In  one  day  or  less. 

4.  That  the  present  unjust  seniority  right  will  be  continued  which 
make  It  impossible  for  the  railroads  to  promote  meritorious  men  and 
to  lay  off  the  most  Incompetent    men   in  times  of  Hack  work. 

6.  That  it  will  be  necessary  for  the  railroads  to  continue,  as  at 
present,  to  keep  the  required  number  of  men  at  work  in  various 
I'M.-ilitlcs  where  this  number  may  either  be  greater  or  less  than 
actually  needed. 


POINDEXTER   ANTI-STRIKE    BILL 

Senator  Poindexter  said  January  12  that  unless  Senator  La 
Follette  called  up  for  consideration  his  motion  to  reconsider 
passage  by  the  Senate  of  the  Poindexter  anti-strike  bill  within 
the  next  few  days,  he  would  force  action  in  the  matter.  Sen- 
ator La  Follette  had  announced  he  would  call  the  matter  up  on 
January  10,  but  he  did  not  do  so. 


FILING  OF  TARIFFS  AND  PROTESTS 

Tht  Tragic   World   Washington  Bureau 

An  almost  intolerable  situation  has  come  about  in  the  sus- 
pension machinery  of  the  Commission  because  neither  carriers 
nor  shippers  are  giving  hearty  attention  to  the  rules  governing 
the  filing  of  tariffs  and  protests  looking  toward  their  suspen- 
sion. Carriers  are  sending  in  tariffs  for  filing  without  making 
lucid  explanations  as  to  what  the  tariff  is  intended  to  accom- 
plish. The  tariff  filing  agents  are  not  sending  along  what  is 
technically  known  as  the  "file  54"  letter  of  explanation. 

Shippers  are  equally  negligent.  They  are  making  protests 
against  tariffs  without  much  more  than  giving  the  number  of 
the  tariff  or  tariffs  they  think  obnoxious.  They  are  also  wir- 
ing in  protests  against  designated  tariffs,  the  wire  containing 
a  promise  that  it  will  be  followed  by  a  detailed  exposition  or 
the  reasons  causing  the  protest.  In  many  cases  the  promised 
illumination  does  not  follow. 

Every  failure  on  the  part  of  carrier  or  shipper  puts  on  the 
Commission's  tariff -checking  and  clerical  force,  work  supposed 
to  be  done  by  the  filing  agent  or  the  protestant.  It  is  required 
now  to  work  overtime  practically  every  day  and  on  Sundays. 

The  Commission,  of  course,  could  suspend  or  return  tariffs 
not  accompanied  by  proper  explanations,  but  it  is  not  inclined 
to  do  that.  Indiscriminate  suspension  inevitably  would  result 
in  the  suspension  of  tariffs  made  necessary  by  the  Commis- 
sion's decision  in  some  particular  case.  In  the  same  way,  failure 
by  the  Commission  to  suspend  a  tariff  against  which  a  protest 
has  been  filed,  in  many  instances,  would  force  the  filing  of 
formal  complaints. 

It  is  believed,  however,  to  be  certain  that  unless  there  is 
reformation  on  the  part  of  both  carriers  and  shippers  in  the 
matter  of  furnishing  information,  the  Commission  will  be  forced 
to  put  both  carriers  and  shippers  to  unnecessary  expense  In 
connection  with  the  filing  and  suspension  of  tariffs.  The  Com- 
mission's force,  it  is  asserted  by  men  familiar  with  that  phase 
of  the  work,  is  not  large  enough  to  gather  the  information  that 
could  be  used  to  justify  tariffs  not  fully  explained  by  the  car- 
rier, or  for  the  suspension  of  a  tariff  against  which  a  pro  forma 
protest  had  been  made  by  a  shipper. 

The  Commission's  force  is  composed  of  men  competent  to 
dig  out  all  the  facts  in  connection  with  any  tariff,  but  they 
have  not  the  first  hand  information  that  is  in  the  possession 
of  the  carrier  or  the  shipper.  They  have  not  the  time  to  dig 
into  thousands  of  tariffs  to  make  the  case  for  or  against  a  tariff. 
On  the  other  hand,  it  is  believed  to  be  obvious  that  an  agent 
knows  exactly  why  the  tariff  should  be  allowed  to  become  op- 
erative. If  his  principal  has  not  furnished  sufficient  informa- 
tion to  justify  the  proposed  rate,  rule  or  regulation,  it  becomes 
almost  necessary  to  suspend,  if  the  shipper  makes  any  kind 
of  a  showing  at  all. 

It  is  suspected  that  traffic  managers  for  shippers  also,  at 
times,  are  not  given  the  information  needed  to  show  the  Com- 
mission why  an  Investigation  should  be  ordered.  This  is  par- 
ticularly true  of  traffic  managers  for  commercial  organizations. 
The  answer  to  both,  so  far  as  the  men  of  the  Commission  are 
concerned,  is  that  if  the  principals  are  not  enough  interested 
to  make  their  cases  informally,  they  may  have  to  do  so  formally 
and  at  much  greater  expense. 
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The  Commission's  tariff  force  bears  the  same  relation  to 
ihe  Commission  that  the  tariff  agents  bear  to  their  principals, 
or  the  traffic  managers  of  commercial  organizations  bear  to  th 
members  of  such  organizations.  The  tariff  men  of  the  Com- 
mission  must  furnish  information  for  the  commissioners. 
Gust  act  on  dozens  of  cases  each  day,  and  if  the  tariff  agents 
and  commercial  traffic  managers  have  not  furnished  enough 
Information  to  make  the  work  of  the  Commissions  tariff  men 
nothing  more  than  that  of  checking  the  references  contained 
in  the  protest  or  in  the  explanation  of  the  tariff  agent,  the  speed 
with  which  cases  are  handled  must  be  decreased  by  exactly 
the  time  used  in  doing  what  might  be  called  research  work. 

The  man  who  protests  is  presumed  to  know  why  he  will 
be  hurt  if  the  tariff  against  which  he  has  filed  objection  is 
allowed  to  become  operative,  and  to  know  it  so  well  that 
can  give  all  the  tariff  references  and  make  a  map  or  diagram 
of  the  situation.  The  carrier  tariff  agent  is  also  presumed  to 
know  why  the  tariff  should  be  allowed  to  become  operative  and 
should  be  able  to  make  a  map  or  diagram  showing  the  existing 
and  proposed  tariff  situation. 

Maps  and  diagrams  are  most  welcome  things  in  the  tarift 
section  of  the  Commission's  bureau  of  traffic.  The  late  John 
M.  Jones,  than  whom,  as  acknowledged  by  the  railroad  men, 
there  was  no  better  tariff  man  in  the  country,  would  never  dis- 
cuss a  tariff  or  rate  situation  without  making  a  rough  diagram. 
His  was  not  a  descriptive-geometry  mind,  able  to  visualize  the 
rate  situation  resulting  from  a  proposed  tariff  and  to  carry  it 
around  for  ready  reference.  Therefore,  he  insisted  on  a  map 
or  diagram  as  the  best  aid  to  a  proper  understanding  of  what 
was  or  what  would  be. 

Sometimes  tariff  men  appear  to  be  ashamed  to  make  maps 
or  diagrams;  but  Jones  was  not.  He  did  not  profess  to  be 
able  to  visualize  every  square  mile  of  territory  in  the  United 
States.  The  making  of  a  map  or  a  diagram  is  not  the  sign  of 
amateurishness  in  the  tariff  or  traffic  business. 

The  Commission,  twice  within  the  year,  has  jogged  ship- 
pers and  carriers  in  this  matter,  but  the  two  joggings  have  not 
had  the  effect  of  making  them  present  their  cases  in  such  a 
way  that  the  men  in  the  suspension  part  of  the  tariff  section 
ran  readily  perceive  the  points  that  are  being  attempted.  The 
first  notice  on  the  subject  was  given  under  date  of  May  21 
and  the  second  under  date  of  December  28,  1920. 

Dilatoriness  on  the  part  of  protesting  shippers  several  times 
recently  has  caused  suspension  notices  to  be  issued  at  the  last 
hour  of  the  last  day  prior  to  the  effective  date  of  the  tariff 
service  of  notice  on  the  carriers,  in  a  number  of  cases,  has 
not  been  accomplished  until  after  the  tariffs  have  become  ef- 
fective. Carriers  have  not,  thus  far,  refused  to  recognize  the 
suspensions  as  having  been  made  in  time,  but  there  is  always 
the  possibility  of  some  carrier  refusing  to  accept  service  of  the 
notice  after  the  effective  hour  of  the  tariff.  Time  and  again, 
notices  of  suspension  have  been  left  at  the  doors  of  the  offices 
of  the  statutory  agents  long  after  business  hours.  It  is  ex- 
tremely doubtful  whether  the  courts  would  recognize  such  serv- 
ice as  valid. 

In  cases  where  notice  of  suspension  was  not  given  three 
or  four  days  before  the  effective  date  of  the  tariff,  it  has  been 
necessary  for  the  railroad  agents  to  collect  the  higher  charges, 
because  they  did  not  know  the  tariff  had  been  suspended.  In 
every  case  in  which  the  notice  was  served,  even  in  business 
hours  of  the  day  preceding  the  effective  date,  the  higher  charges 
have  been  collected.  Every  freight  bill  rendered  on  account  of 
a  suspended  tariff  means  the  creation  of  a  file  of  correspond- 
ence. Prompt  and  complete  information  by  filing  agents  and 
protesting  shippers  would  avoid  every  case  of  this  kind. 


C.  N.  S.  &  M.  RATE  HEARING 

Hearing  on  No.  11558,  a  petition  of  the  Chicago,  North  Shore 
t  Milwaukee  Railroad,  was  held  before  Examiner  Carter  in  Chi- 
cago, January  10.  To  this  road  was  granted  a  raise  from  two 
to  three  cents  per  mile  on  interstate  rates  by  the  Commission 
and  a  raise  on  intrastate  rates  of  from  2  to  2.7  cents  in  the 
state  of  Wisconsin  by  the  Wisconsin  commission.  No  advance 
in  rates  was,  however,  allowed  by  the  Illinois  commission,  the 
present  case  being  opened  to  dispose  of  the  alleged  discrimina- 
tion which  the  railroad  says  exists  between  interstate  and  intra- 
state  passenger  fares  on  its  line. 

Carl  D.  Jackson,  of  the  Wisconsin  Commission,  was  present 

the  hearing,  and  made  a  statement  to  the  effect  that  the  Wis- 

jnsln  Commission  was  not  prepared  to  recognize  the  jurisdic- 

i  of   the   Interstate   Commerce   Commission   over   intrastate 

line  fares.    Hearing  on  the  amended  petition  is  to  take 

'ore  the  Wisconsin  commission  in  the  near  future,  and 

Jackson  explained  that  this  statement  was  made  merely  to 

that  body  in  case  its  decision  and  that  of  the  Interstate 

Commerce  Commission  did  not  coincide 

ni«Jihe  r°?J?'  re,prese"ted  bv  RalPb  R-  Bradley,  general  counsel, 

e  stand  Mr.  Thompson,  assistant  to  its  president 

)duced  a  number  of  exhibits  showing  revenue  expenses 

the  road  for  the  year  ending  October  31,  1920,  and  the  esti- 

»  for  the  current  year.    Further  exhibits  purported 


to  show  the  book  value  of  the  property,  the  preliminary  results 
of  a  revaluation  now  in  process  of  being  made,  and  the  amount 
of  money  raised  on  the  company's  notes  during  the  four  years 
of  its  existence,  which  totaled  some  $270,000  at  an  average  in- 
terest of  8.58  per  cent.  Mr.  Thompson  stated  that,  owing  to 
present  business  conditions,  it  is  estimated  that  the  business  of 
the  road  would  fall  off  at  least  10  per  cent  during  1921,  but 
that  it  would  not  be  possible  to  cut  down  the  service  on  account 
of  this  reduction  in  business.  He  read  into  the  records  figures 
which  he  stated  showed  a  decline  of  more  than  50  per  cent  in 
the  merchants'  despatch  business  of  the  North  Shore  Line  be- 
tween July  and  December,  1920. 

In  cross-examination,  Morton  D.  Culver,  assistant  attorney- 
general  of  Illinois,  sought  information  as  to  whether  or  not  the 
present  conditions  would  not  also  effect  a  reduction  in  the 
operating  costs  of  the  road.  Mr.  Thompson  admitted  that  it 
might  effect  a  saving  in  the  cost  of  track  labor,  and  that  the 
coming  year  would  undoubtedly  witness  a  gradual  decline  in 
the  cost  of  power.  On  the  other  hand,  he  said,  it  was  expected 
that  the  cost  of  equipment  would  be  considerably  higher  dur- 
ing 1921. 

The  witness  was  also  questioned  regarding  the  movement  of 
cars  over  public  highways,  under  contract  with  the  various 
municipalities  in  Illinois,  and  with  regard  to  the  number  of 
stops  made  by  certain  local  trains.  On  question  by  the  exam- 
iner, Mr.  Culver  stated  that  he  was  endeavoring  to  show  that 
the  C.  N.  S.  &  M.  was,  in  fact,  a  street-car  line,  particularly  in- 
so  far  as  its  local  service  was  concerned,  and  that,  as  such,  the 
Commission  had  no  jurisdiction  to  grant  it  a  raise  in  rate.  As 
a  further  proof  of  his  contentions  he  brought  forth  the  informa- 
tion that  in  most  of  the  towns  and  villages  along  the  way  in 
Illinois  a  flat  rate  is  charged  for  rides  between  any  town  and 
the  adjacent  towns,  regardless  of  the  station  or  stop  at  which 
the  ride  begins.  He  claimed  this  showed  that  the  present  rates 
on  local  traffic  were  not  made  on  a  mileage  basis. 

Representatives  of  a  number  of  the  municipalities  concerned 
were  present  at  the  afternoon  session  and  joined  in  petitioning 
for  a  further  hearing,  stating  that  through  some  misunderstand- 
ing they  had  not  been  notified  of  the  hearing  until  after  it  began. 
Mr.  Culver  also  asked  a  continuance  so  as  to  allow  the  Illinois 
commission  to  analyze  the  figures  submitted  by  the  petitioners. 
It  was  agreed  to  waive  briefs  in  case  the  Commission  should 
decide  not  to  grant  the  continuance. 

INTRASTATE  RATE  ADVANCES 

The  Traffic   World   Washington  Bureau 

Information  received  by  John  E.  Benton,  general  solicitor 
of  the  National  Association  of  Railway  and  Utilities  Commis- 
sioners, indicates  that  the  first  case  involving  the  question  of 
jurisdiction  of  the  Interstate  Commerce  Commission  over  intra- 
state rates  to  reach  the  United  States  Supreme  Court  probably 
will  be  that  brought  by  the  railroads  in  Wisconsin  to  enjoin 
the  state  authorities  from  enforcing  the  state  law  governing 
passenger  fares.  The  carriers  obtained  the  injunction  sought, 
and  the  attorney-general  has  appealed  direct  to  the  United 
States  Supreme  Court. 

The  United  States  District  Court  of  New  York,  in  which 
the  attorney-general  of  New  York  brought  suit  against  the 
United  States  and  the  Interstate  Commerce  Commission,  has 
entered  an  order  directing  the  defendants  to  appear  January  22 
and  show  cause  why  the  injunction  prayed  for  in  that  case 
should  not  be  issued.  This  is  the  suit  in  which  a  direct  attack 
is  made  on  the  order  of  the  Commission  in  the  New  York  pas- 
senger fare  case. 

The  appeal  of  the  railroad  commission  of  Wisconsin,  John 
J.  Elaine,  attorney-general  of  Wisconsin,  and  Frank  C.  Meyer, 
district  attorney  of  Grant  County,  Wisconsin,  in  the  case  in 
which  the  Chicago,  Burlington  &  Quincy  obtained  an  injunction 
prohibiting  the  state  authorities  from  interfering  with  the  ap- 
plication of  the  increase  in  passenger  fares  authorized  by  the 
Interstate  Commerce  Commission,  reached  the  United  States 
Supreme  Court  January  10.  It  will  be  docketed.  The  appeal 
was  granted  by  the  District  Court  of  the  United  States,  Eastern 
District  of  Wisconsin.  It  is  the  first  case  growing  out  of  the 
existing  intrastate  rate  situation  to  reach  the  Supreme  Court. 


FARMERS'   RESOLUTION    IN    SENATE 

Senator  Capper,  of  Kansas,  has  submitted  to  the  Senate 
a  resolution  adopted  by  the  annual  convention  of  the  American 
Farm  Bureau  at  Indianapolis,  Ind.,  in  favor  of  the  enactment 
of  legislation  authorizing  the  several  states  to  regulate  intra- 
state railroad  rates  and  local  distribution  of  cars.  The  resolu- 
tion was  referred  to  the  Senate  committee  on  interstate  com- 
merce. 


N.  C.  &  ST.  L.  BONDS. 

The  Nashville,  Chattanooga  &  St.  Louis,  in  Finance  Docket 
No.  1173,  has  applied  to  the  Commission  for  authority  to  issue 
$495,000  worth  of  5  per  cent  general  mortgage  bonds  for  the 
purpose  of  reimbursing  its  treasury  and  providing  itself  with 
proper  working  capital. 


January  15,  1921 


THK      TRAFFIC     WORLD 


127 


U.  S.  Supreme  Court  Decisions 


CLAIM  FOR  DAMAGE  TO  VEGETABLES 


rcwoer    i  erni.   i:»zu. 

sr.  I     On     Wilt      nf     <  Yrllornrl  to 

I  In-    Kansas   City   Court  of 

s    Rail- [         \ppenlB    of    the    State  of 

J  MiSHOUll. 


No.    118— October  Term, 
\.     1..     Krai  lit.     retitloner. 

vs. 

Sun     Antonio    &    Aranaas    Pass 
way   Company. 

(January   3,    1021.) 
Mr.   Justice    MrlicynoIdH  <lelivi-rrd   the  opinion  of   the  Court. 

June  10,  1918,  the  petitioner  delivered  to  respondent  rail- 
way company  at.  Ingleside,  Tex.,  a  carload  of  vegetables  con- 
signed to  himself  at  Dallas,  Tex.,  a  point  off  its  lines,  where  he 
intended  to  sell  them.  He  accepted  a  bill  of  lading  upon  the 
laee  of  which  was  plainly  printed:  "For  use  only  between  points 
within  the  state  of  Texas."  It  contained  no  reference  to  a 
diversion  or  reshipment;  and  the  record  discloses  no  rule  or 
regulation  by  the  state  statutes  or  authorities  on  that  subject. 

The  car  moved  over  respondent's  road  to  Waco  and  then 
over  the  M.  K.  &  T.  Railway  to  Dallas,  where  it  appears  to 
have  arrived  promptly  with  contents  in  good  condition.  Upon 
petitioner's  request,  made  after  such  arrival,  the  M.  K.  &  T. 
Railway  forwarded  the  car  to  Kansas  City  over  its  own  lines, 
took  up  the  original  bill  of  lading  and  issued  an  interstate  one 
acknowledging  receipt  of  the  vegetables  at  Dallas.  When  the 
car  reached  Kansas  City  the  contents  were  in  bad  condition  and 
thereupon  petitioner  sued  respondent  as  the  initial  carrier, 
claiming  a  right  to  recover  dam-ages  under  the  Carmack  amend- 
ment to  the  interstate  commerce  act  (34  Stat.  584,  c.  3591). 

The  court  below  held  that  the  provisions  in  interstate  tariffs 
permitting  reconsignment  or  change  of  destination  did  not  apply, 
that  the  carrier  only  agreed  to  transport  to  Dallas  and  was  not 
liable  for  damage  sustained  beyond  that  point. 

Respondent's  contract  appears  to  have  related  only  to  a 
movement  between  points  in  the  same  state.  It  had  no  notice 
or  reason  to  suppose  that  the  freight  would  pass  beyond  the 
destination  specified.  The  original  undertaking  was  an  intra- 
state  transaction,  subject,  of  course,  to  any  applicable  rules 
and  regulations  prescribed  by  state  authority.  The  record  dis- 
closes none;  and  we  are  unable  to  say  as  matter  of  federal 
law  that  the  tariff  schedules  for  interstate  shipments  or  the 
provisions  of  the  interstate  commerce  act  constituted  part  of 
the  agreement.  The  general  principles  announced  in  Gulf,  Colo- 
rado &  Santa  Fe  Ry.  Co.  vs.  Texas,  204  U.  S.  403,  411,  are  ap- 
plicable.. Ohio  R.  R.  Commission  vs.  Worthington,  225  U.  S. 
101.  Texas  &  New  Orleans  R.  R.  Co.  vs.  Sabine  Tram  Co.,  227 
r.  S.  Ill,  and  similar  cases  are  not  controlling.  They  involved 
controversies  concerning  carriage  between  points  in  the  same 
state  which  was  really  but  part  of  an  interstate  or  foreign  move- 
ment reasonably  to  be  anticipated  by  the  contracting  parties — 
a  recognized  step  towards  a  destination  outside  the  state.  The 
distinctions  are  elucidated  in  Texas  &  N.  O.  R.  R.  Co.  vs.  Sabine 
Tram  Co.  Here  neither  shipper  nor  respondent  had  in  contem- 
plation any  movement  beyond  the  point  specified  and  the  con- 
tract between  them  must  be  determined  from  the  original  bill  of 
lading  and  the  local  laws  and  regulations.  Affirmed. 


SILK  CLASSIFICATION  CASE 

Xo.   424 — October  Term,   1920. 

D-i-t-rtor    General    of    Railroads    et    al.  1    On     a    Certificate    from     the 

lulled      States      Circuit 

vs-  Court    of    Appeals    for    the 

The    Viscose    Company.  J       Third   Circuit. 

(January    3,   1921.) 

Mr.  Justice  Clarke  delivered  the  opinion  of  the  Court. 

Silk,  artificial  and  natural,  had  been  accepted  by  the  rail- 
way carriers  of  the  country  for  transportation  as  freight  for 
many  years  prior  to  the  action  which  gave  rise  to  the  question 
which  the  Circuit  Court  of  Appeals  for  the  Third  Circuit  has 
certified  herein  to  this  Court  and  it  had  been  classified  in 
tariffs  as  first  class.  On  January  21,  1920,  Walker  D.  Hines, 
as  Director  General  of  Railroads,  authorized  an  amendment  or 
supplement  to  the  appropriate  freight  tariff  schedule  so  as  to 
eancel  the  published  classification  and  rates  on  such  silk  and 
to  so  amend  rule  3  of  "Consolidated  Freight  Classification  No. 
1"  as  to  include  it  among  the  articles  "that  will  not  be  ac- 
cepted for  shipment." 

On  the  28th  of  January.  1920,  the  supplement  thus  author- 
ized was  filed  with  the  Interstate  Commerce  Commission,  to 
become  effective  on  the  29th  day  of  February  following,  and 
if  no  other  action  had  been  taken  the  result  would  have  been  to 
have  excluded  such  silks  from  shipment  as  freight  after  the 
etTeetive  dale.  Tor  after  that  date  there  would  not  have  been 
any  published  rale  applicable  to  them. 

The  appellee.  The  Viscose  Company,  is  an  extensive  manu- 
facturer ot  artificial  silk,  eighty  per  cent  of  which  "it  main- 


tains'.' must  be  shipped  at)  freight,  and.  claiming  that  It  would 
suffer  great  and  irreparable  damage  If  the  supplement  to  the 
tariff  proposed  by  the  appellants  were  allowed  to  become  ef- 
fective, on  February  26th,  three  days  before  it  would  have  taken 
effect,  the  company  applied  for  and  obtained  a  temporary,  and 
later  on  a  permanent,  injunction  from  the  District  Court  of 
the  United  States  for  the  Eastern  District  of  Pennsylvania, 
restraining  the  Director  General  of  Railroads  and  the  other 
appellants: 

(1)  "From  putting  into  effect  and  enforcing  the  provisions 
of  the  said  supplement  No.  2  to  'Consolidated  Freight  Classifi- 
cation No.   1,  designed  to  cancel  the  existing  classification  of 
artificial  silk  as  a  commodity  of  freight,'  and 

(2)  "From  refusing  to  accept  from  The  Viscose  Company 
artificial    or   fibre    silk    for   transportation    under   classifications 
which   existed   prior   to   the   effective   date  of   said   supplement, 
or  under  such  other  classification   as  may   be   put   into  effect 
thereafter." 

An  appeal  from  the  District  Court  carried  the  case  to  the 
Circuit  Court  of  Appeals,  which  certifies  to  this  Court  the  ques- 
tion: 

.  "Did  the  District  Court  have  jurisdiction  to  decide  the  mat- 
ter raised  by  the  complainant's  bill  and  thereupon  to  annul  the 
said  action  of  the  Director  General  of  Railroads  and  enjoin  the 
carriers  from  complying  therewith?" 

Appellants  contend  that  exclusive  initial  jurisdiction  over 
the  controversy  here  involved  is  in  the  Interstate  Commerce 
Commission  and  that  the  appellees  should  have  applied  to  that 
tribunal  for  relief.  It  is  argued  that  the  proposed  supplement, 
striking  silks  from  the  first  class  in  the  tariffs  filed  was  a  change 
in  classification  and  that  the  change  in  rule  3,  adding  them  to 
the  list  of  commodities  which  would  not  be  accepted  for  ship- 
ment as  freight,  was  a  change  of  regulation  and  that  over  the 
reasonableness  of  both  of  these  the  Interstate  Commerce  Com- 
mission is  given  exclusive  initial  jurisdiction  by  sections  1,  3. 
6,  13  and  15  of  the  Interstate  Commerce  Act  (34  Stat.  584,  as 
amended  36  Stat.  539). 

On  the  other  hand,  it  is  argued  by  the  appellees  that  for 
a  common  carrier  to  exclude  a  commodity  from  the  tariffs  and 
to  refuse  to  accept  it  for  shipment  is  neither  classification  nor 
regulation,  and  that  an  attempt  to  do  such  a  thing  presents  a 
question  of  law  for  the  courts — that  exclusion  is  not  classifica- 
tion nor  regulation. 

Section  1  of  the  Interstate  Commerce  Act  makes  it  the  duty 
of  all  carriers  subject  to  its  provisions  to  provide  and  furnish 
"transportation  upon  reasonable  request  therefor"  »  *  «  "to 
establish,  observe  and  enforce  just  and  reasonable  classifica- 
tions of  property  for  transportation"  «  *  »  "and  just  and 
reasonable  regulations  and  practices  affecting  classification, 
rates  or  tariffs"  *  *  *  and  all  other  matters  relating  to  or 
connected  with  "the  receiving,  handling,  transporting,  storing 
and  delivery  of  property."  (36  Stat.  539.  545,  546.) 

Section   3   of   the   act   makes   it   unlawful   for  any   carrier 
*      to    subject    «    »    *    "any    particular    description    of 
traffic  to  any  undue  or  unreasonable  prejudice  or  disadvantage 
in  any  respect  whatsoever."     (24  Stat.  379,  380.) 

Section  6  requires  every  carrier  to  print  and  file  with  the 
Commission  schedules  in  form  prescribed,  showing  «  •  •  tne 
classification  of  freight  in  force  »  »  »  and  any  rules  or 
regulations  which  in  any  wise  change,  affect  or  determine  «  «  « 
the  value  of  the  service  rendered  to  the  shipper.  (34  Stat.  584, 
586.) 

Section  13  gives  to  any  person  or  corporation  the  right  to 
apply  to  the  Commission  for  relief  on  account  of  "anything  done 
or  omitted  to  be  done"  by  any  common  carrier  subject  to  the 
provisions  of  this  act  "in  contravention  of  the  provisions  there- 
of." (36  Stat.  539,  550.) 

And  section  15  declares  that  whenever  there  is  filed  "a  new 
individual  or  joint  classification  or  any  new  individual  or  Joint 
regulation  or  practice"  the  Commission  shall  have  power  to 
suspend  the  operation  of  such  schedule,  classification,  regula- 
tion or  practice  until,  upon  complaint  or  upon  Its  own  initiative, 
an  Investigation  shall  be  made,  and  if  the  proposed  classifica- 
tion or  regulation  is  found  to  be  unreasonable  or  otherwise 
in  violation  of  the  act,  the  Commission  may  find  what  will  be 
just  and  reasonable  in  the  premises  and  may  require  the  car- 
rier thereafter  to  conform  to  its  finding.  (36  Stat.  539.  552.) 

The  power  to  suspend  classifications  or  regulations  when 
issued  by  the  President  was  taken  away  from  the  Interstate 
Commerce  Commission  by  the  "Act  to  provide  for  the  opera- 
tion of  transportation  systems  while  under  Federal  control." 
etc.  (10  Stat.  451,  456),  but  the  power  over  them  after  hear- 
ing remained,  and  the  power  to  suspend  was  restored  when 
"The  Transportation  Act,  1920,"  approved  February  28,  1920. 
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became  effective  (41  Stat.  456,  487).  The  action  of  the  Director 
General  of  Railroads,  under  consideration  in  this  case,  may, 
therefore,  be  treated  as  if  it  had  been  taken  by  a  carrier  sub- 
Without  more,  these  references  to  the  Interstate  Commerce 
Act  are  sufficient  to  show  that  if  the  proposed  change  in  the 
tariffs,  and  in  the  rule,  which  we  are  considering,  constituted 
a  change  of  classification  or  of  regulation  within  the  meaning 
of  the  Commerce  Act,  there  was  ample  and  specific  provision 
made  therein  for  dealing  with  the  situation  through  the  Com- 
mission—for suspending  the  supplement  or  rule  or  annulling 
either  or  both  if  investigation  proved  the  change  to  be  unrea- 
sonable, and  for  providing  for  just  treatment  of  shippers  in  the 
future.  Strangely  enough,  it  is  a  shipper  not  a  carrier  which 
here  seeks  to  exclude  the  latter  from  this  extensive  jurisdic- 
tion of  the  Commission. 

The  certificate  does  not  state  what  the  purpose  of  the  Di- 
rector General  of  Railroads  was  in  attempting  to  make  the  pro- 
posed change,  but  whether  it  was  to  permanently  refuse  to 
carry  artificial  silk  as  freight  because  of  its  value  or  of  the 
risk  involved,  or  for  any  other  reason,  or  whether  the  action 
was  taken  to  clear  the  way  for  putting  into  effect  a  commodity 
rate  higher  than  the  first-class  rate  (as  might  be  done  under 
appropriate  conditions,  Chamber  of  Commerce,  Houston,  Texas, 
vs.  I.  &  G.  N.  Railway  Co.,  32  I.  C.  C.  Rep.  247,  255;  Wheeling 
Corrugating  Co.  vs.  Baltimore  &  Ohio  Railroad  Co.,  18  I.  C.  C. 
125,  126),  in  either  case  it  was  necessary  that  the  published 
classification  of  rates  should  be  withdrawn  by  change  of  the 
tariffs  on  file  and  that  notice  should  be  given,  through  rule  or 
regulation,  that  the  silk  would  not  be  accepted  for  shipment  in 
the  future.  Thus  the  supplement  involved  a  change  in  the  con- 
tents of  previously  filed  classification  lists  and  in  a  rule  or  regu- 
lation of  the  carriers. 

That  "exclusion  is  not  classification"  is  an  arresting  but 
illusory  expression.  Classification  in  carrier  rate-making  prac- 
tice is  grouping — the  associating  in  a  designated  list,  commodi- 
ties, which,  because  of  their  inherent  quality  or  value,  or  of  the 
risks  involved  in  shipment,  or  because  of  the  manner  or  volume 
in  which  they  are  shipped  or  loaded,  and  the  like,  may  justly 
and  conveniently  be  given  similar  rates.  To  exclude  a  com- 
modity from  all  classes  is  classification  of  it  in  as  real  a  sense 
and  with  as  definite  an  effect  as  to  include  it  in  any  one  of  the 
usual  classes.  To  strike  artificial  silk  from  the  first  class  and 
to  include  it  in  the  "prohibited  list"  which,  for  any  cause,  the 
carrier  refuses  to  accept  as  freight,  classifies  it  and  sets  it 
apart  in  a  group  subject  to  special  treatment,  as  much  as  if 
it  had  been  changed  to  the  second  class.  We  cannot  doubt 
that  the  "exclusion"  in  this  case  was  an  attempted  "classifica- 
tion," and  that  the  proposed  change  in  rule  3  was  an  attempted 
change  of  regulation,  applicable  to  artificial  silks,  and  that  when 
challenged  by  the  shipper  the  reasonableness  of  both  presented 
a  question  for  decision  within  the  exclusive  initial  jurisdiction 
of  the  Interstate  Commerce  Commission. 

Confirmation  of  this  conclusion  may  be  found  in  Lake-and- 
Rail  Butter  and  Egg  Rates,  29  I.  C.  C.  Rep.  45.  There  carriers 
on  the  Great  Lakes  issued  a  supplement  to  their  tariffs  (as  was 
done  here)  adding  to  the  list  of  commodities  which  would  not 
be  accepted  for  shipment,  among  other  articles,  butter,  poultry 
and  eggs.  This  was  defended  on  the  ground  that  such  traffic 
required  refrigeration  at  a  cost  greater  than  it  would  bear. 
Upon  complaint  by  shippers  to  the  Interstate  Commerce  Com- 
mission that  the  proposed  action  was  unreasonable,  the  supple- 
ment was  promptly  suspended  and  upon  full  hearing  it  was  held 
that  the  refusal  to  carry  such  commodities  in  the  past  and  the 
attempt  to  fortfy  such  refusal  for  the  future  by  filing  tariffs 
declining  in  terms  to  receive  them,  were  unduly  prejudicial  to 
(he  traffic  involved,  and,  the  request  of  shippers  for  such  trans- 
portation being  held  reasonable,  an  order  that  it  be  furnished 
was  authorized. 

The  contention  of  the  carriers,  faintly  made,  that  the  com- 
mon law  and  not  the  interstate  commerce  act  furnished  the 
measure  of  their  obligation  to  the  public  was  promptly  over- 
ruled by  the  Commission,  informed,  as  It  was,  by  wide  experience 
in  traffic  affairs  and  in  the  administration  of  the  act 

The  Importance  to  the   commerce   of  the   country  of  the 

exclusive,  initial  jurisdiction  which  Congress  has  committed  to 

the  Interstate  Commerce  Commission  need  not  be  repeated  and 

cannot  be  overstated    (Texas   &   Pacific  R.  R.   Co.  vs    Abilene 

Totton  Oil  Co.,  204  U.  S.  426;   Baltimore  &  Ohio  R.  R    Co    vs 

ilted  States,  215  U.  S.  481;  Morrisdale  Coal  Co.  vs.  Pennsyl- 

:anla_H    R-  Co.,  230  TJ.  S.  304;  Minnesota  Rate  Cases,  230  TT.  S 

exas  &  Pacific  Ry.  Co.  vs.  American  Tie  Co.,  234  U    S 

Pennsylvania  R.  R.  Co.  vs.  Clark  Coal  Co.,  238  U   S. 

56.  469,  and  Loomls  vs.  Lehigh  Valley  R.  R.  Co.,  240  U    S    43 

;  "5i  c°1nc'ufl|nR.  as  we  do,  that  this  case  falls  plainly  within 
jurisdiction,  the  question  asked  by  the  Circuit  Court  of 
Appeals  must  be  answered  in  the  negative. 

Question  answered,  No. 

Our  corps  of  experts  in  Washington  is  at  the  serv- 
ice of  subscribers  for  THE  DAILY  TRAFFIC  WORLD. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Evidence  Insufficient  to  Show  Agreement  to  Pay  Increased  Rate: 
(Circuit  Court  of  Appeals,  Fifth  Circuit.)  Evidence  that  a 
shipper,  who  had  a  contract  with  a  shipping  agent  which  speci- 
fied the  freight,  had  informed  the  agent  with  reference  to  a 
prior  contract  that  it  had  an  arrangement  with  a  foreign  gov- 
ernment for  shipment  at  the  contract  rate,  under  which  it  could 
recover  any  excess  it  was  required  to  pay,  but  that,  with  ref- 
erence to  the  contract  in  controversy,  it  had  insisted  on  holding 
the  shipping  agent  to  the  contract  rate,  held  insufficient  to  show 
that  the  contract  had  been  modified  so  as  to  require  the  shipper 
to  pay  the  increased  rate  necessary  to  obtain  from  the  foreign 
government  permit  for  the  shipment. — Strachan  Shipping  Co. 
vs.  Gulf  States  Steel  Co.,  268  Fed.  Rept.  1. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co..  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR   INJURY  TO   GOODS 
Appeal  and  Error: 

(Court  of  Appeals  of  Georgia,  Div.  No.  2.)  Where  the  losing 
party  moves  for  a  new  trial,  and  also  moves  to  set  aside  the 
verdict  and  judgment,  and  both  motions  are  overruled,  he  may, 
by  separate  bills  of  exceptions,  bring  to  the  Court  of  Appeals 
the  questions  so  raised,  but  it  is  the  better  practice  to  embody 
in  one  bill  of  exceptions  all  questions  which  may  legally  be 
raised  therein. — Washington  &  L.  R.  Co.  vs  Powell,  104  S.  E. 
Rept.  916. 
Pleading: 

Where  error  is  not  assigned  on  exceptions  pendente  lite,  the 
case  stands  as  if  no  demurrer  to  the  petition  had  been  filed, 
and  where  the  petition  sets  forth  a  cause  of  action,  and  the  proof 
sustains  it,  it  is  not  improper  to  try  the  case  on  the  issue  so 
made. — Ibid. 
Judgment: 

In  an  action  against  a  carrier  for  the  loss  of  one  bale  of 
cotton  out  of  a  shipment  of  100  bales,  of  the  "average"  weight 
of  525  pounds  and  of  the  value  of  $157.50,  wherein  counsel 
agreed  that  a  general  verdict  might  be  rendered,  and  wherein 
there  was  no  dispute  as  to  the  value  of  the  cotton,  or  as  to  the 
average  weight  of  the  entire  shipment,  a  judgment  for  plaintiff 
on  a  verdict  against  an  auditor's  finding  for  defendant  was  the 
only  one  that  could  have  been  framed  to  accord  with  the  true 
intendment  of  the  verdict,  and  was  permissible.— -Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF   COMMON    CARRIERS 
Safety  Appliance  Act — Application  to  Terminal  Railroad: 

A  terminal  railroad,  four  miles  long,  crossing  other  rail- 
roads, and  streets  on  which  street  cars  run,  and  on  which  trains 
are  run  at  a  speed  of  from  3  to  18  miles  an  hour,  is  within 
safety  appliance  act  March  2,  1893,  1  (Comp.  St.  8605),  as 
Amended  by  act  March  2,  1903,  2  (Comp.  St.  8614),  requiring  a 
specified  percentage  of  the  train  brakes  to  be  coupled  so  as  to 
be  under  engine  control,  assuming  that  use  of  the  road  as  part 
of  a  main  line  is  essential,  where  two  independent  companies 
use  the  road  for  freight  trains  under  air  control,  and  passenger 
trains  of  another  company  cross  it. — United  States  vs.  Northern 
Pac.  Ry.  Co.,  41  Sup.  Ct.  Rept.  101. 

Safety  appliance  act  March  2,  1893,  1  (Comp.  St.  8614),  re- 
quiring train  brakes  to  be  coupled  so  as  to  be  under  engine 
control,  Is  not  limited  to  operations  on  main  line  tracks,  but 
applies  to  all  trains  used  on  any  railroad  engaged  in  interstate 
commerce. — Ibid. 

Trains,  consisting  of  a  locomotive  and  40  or  48  cars,  and 
operated  for  a  distance  of  four  miles  over  a  terminal  railroad. 
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not  used  for  switching  or  assembling  cars,  were  "trains,"  within 
appliance     net     March    3,    1893,    1    (romp.    St.    8605),    ax 
amended  by  act  March  2,  1903,  2  (Comp.  St.  8614).— Ibid. 

A  moving  locomotive  with  cars  attached  is  without  the  pro- 
vlsii  n  of  safety  appliance  act  March  2,  1893,  1  (Comp.  St.  8605), 
as  amended  liy  act  March  2,  1903,  2  (Comp.  St.  8614),  only  when 
It  is  not  a  train,  as  where  the  operation  Is  that  of  switching, 
classifying  and  assembling  cars  In  yards  in  making  up  trains. — 
Ibid. 

Safety  appliance  act  March  2,  1893,  1  (Comp.  St.  8605),  as 
amended  by  act  March  2,  1903,  2  (Comp.  St.  8614).  requiring 
ln-aUcs  to  be  so  coupled  as  to  be  under  engine  control,  does  not 
impose  mi  the  courts  any  duty  to  to  weigh  the  dangers  incident 

n -licular  operations. —  Ibid. 
Telegraphs   and   Telephones — Limitation   of   Liability: 

(Circuit    Court  of  Appeals,   Fifth   Circuit.)     Where  plaintiff 

rrrd    a    telegraphic   message   to   the   government   telegraph 

•pany  at   Barcelona,  Spain,  for  transmission  to  New  Orleans, 

which   message  was   correctly   transmitted   by  the  Spanish  and 

French   ii  U  ; -raph  systems  to  Havre,  where  it  was  delivered  to 

ili  l'(  ndanl   for  further  transmission  by   cable  and  land   lines  to 

New  Orleans,  and  in  such  transmission  from  New  York  it  was 

materially    changed,   causing   serious   financial   loss   to   plaintiff, 

lation  of  defendant,  unknown  to  plaintiff,  limiting  its  Ha- 

liility   for   mistakes    or   negligence   in   transmission   or   delivery 

he  amount  paid  for  the  service  unless  the  message  was 
repeated,  for  which  a  higher  rate  was  charged,  held  not  binding 
on  plaintiff.— Western  Union  Telegraph  Co.  vs.  Esteve  Bros.  & 

L'68  Fed.  Kept.  22. 

The  interstate  commerce  act,  as  amended  (Comp.  St.  8563  et 

i.  does  not  require  telegraph  or  cable  companies  to  adopt 
ami  file  schedules  of  rates  and  regulations  in  regard  to  trans- 
mission of  messages,  and,  in  the  absence  of  such,  requirement  by 
the  Interstate  Commerce  Commission,  the  filing  of  rates  and 
regulations  by  a  telegraph  company  does  not  charge  a  sender 
with  notice  of  such  regulations  or  of  a  classification  of  messages 
therein,  permitted,  but.  not  required  by  section  8563  (3),  and  a 
sender  of  a  message  is  not  bound  by  such  a  regulation  limiting 
i  he  liability  of  the  company  for  negligence,  to  which  he  did 
not  assent,  and  of  which  he  had  no  knowledge  or  notice. — Ibid. 

(Supreme  Court  of  Iowa.)  Contract  between  telegraph 
company  and  sender  of  telegram,  limiting  recovery  of  damages 
in  the  case  of  unrepeated  messages  to  the  price  paid  for  trans- 

-ion,  or  to  amount  of  $50  is  reasonable  and  enforceable, 
regardless  of  whether  telegram  is  or  is  not  death  message. — 
Frederick  vs.  Western  Union  Telegraph  Co.,  179  N.  W.  Kept.  934. 

Provisions    of    contract    between    telegraph   company   and 

er,  limiting  recovery  of  damages  for  delay  or  negligence 
in  transmission  of  unrepeated  interstate  messages,  cannot  be 

•ked  as  unreasonable  in  collateral  proceedings,  but  only  by 

ct  proceedings  before  the  Interstate  Commerce  Commission. 
—Ibid. 

Provision  of  contract  between  telegraph  company  and 
sender,  limiting  recovery  of  damages  for  negligence  in  trans- 
mission of  unrepeated  message  to  amount  paid  for  transmission, 
and  other  provisions  of  contract  limiting  recovery  to  $50,  should 
be  construed  together. — Ibid. 

Where  contract  between  telegraph  company  and  sender  lim- 
ited recovery  for  failure  to  delivery  of  unrepeated  message  to 
price  paid  for  transmission,  and  in  other  provision  of  contract 
limited  recovery  of  damages  to  $50,  the  $50  limitation  held  op- 
erative in  case  of  gross  negligence. — Ibid. 

Both  sender  and  sendee  are  bound  by  sender's  contract  with 
telegraph  company,  limiting  amount  of  recovery. — Ibid. 
Telegraphs  and  Telephones — Damages   Recoverable  for  Error  in 
Transmission: 

(Circuit  Court  of  Appeals,  Fifth  Circuit.)  In  the  absence 
of  statutory  or  contractual  modification  of  the  liability  of  a 
raph  company,  if  there  is  negligent  failure  to  transmit  a 
message  correctly,  the  party  in  whose  favor  the  liability  Is 
incurred  is  entitled  to  recover  such  damages  as  are  the  direct 
and  natural  result  of  that  breach  of  duty,  including  special 
damages  which  the  terms  of  the  message  disclose  to  be  likely 
to  result  from  the  default.— Western  Union  Telegraph  Co.  vs. 
Esteve  Bros.  &  Co.,  268  Fed.  Kept.  23. 

Interstate  commerce  act  1,  (3),  and  3,  as  amended  (Comp. 
St.  8563  (3),  8565),  requiring  charges  by  telegraph  companies 
:n  be  just  and  reasonable,  and  prohibiting  unjust  or  unreason- 
able preferences,  do  not  enable  a  telegraph  company  to  escape 
liability  for  breach  of  its  undertaking  to  render  a  service  in  the 
line  of  its  business  by  showing  that  the  party  for  whom  that 
service  was  undertaken  was,  without  his  knowledge  or  fault, 
charged  less  therefor  than  its  reasonable  value  or  that  was 
charged  others  for  similar  service,  or  was  otherwise  accorded 
undue  preferential  treatment. — Ibid. 
Telegraphs  and  Telephones — Gross  Negligence: 

(Supreme  Court  of  Iowa.)  Gross  negligence  Is  not  a  dis- 
linct  cause  of  action,  but  a  degree  of  negligence,  negligence 
without  reference  to  the  degree  being  the  basis  of  the  right  to 
recover.— Frederick  vs.  Western  Union  Telegraph  Co.,  179  N.  W. 
Rent.  934. 


In   action   against   telegraph  company  for  failure  to  deliver 
a  question  of  whether  telegraph  company  wan  groftftly 
negligent    held    for   Jury.     Ibid. 

Telegraphs   and   Telephone! — Damages    Recoverable   for   Failure 
to  Deliver: 

In  action  for  failure  to  drim T  interstate  message,  the  fed- 
eral rule  that  there  can  be  no  recovery  based  on  mental  anguish 
alone,  and  not  the  Iowa  rule  that  there  can  be  recovery  In  such 
case,  governs. — Ibid. 

Express  Agent  Not  Personally   Liable  on  Agreement  to   Refund 
Overcharge: 

(Supreme  Court  of  Vermont,  Washington.)  Where  plaintiff, 
being  about  to  ship  a  carload  of  ponies  by  freight,  wan  Induced 
to  send  them  by  express  on  defendant  express  agent's  repre- 
sentations as  to  the  rate,  and,  on  Informing  defendant  that  the 
receiving  agent  insisted  on  additional  payment  and  asking  ad- 
vice, received  from  defendant  a  telegram:  "Pay  It.  Referred 
to  superintendent  here.  He  will  arrange  refund."  there  was  no 
promise  making  defendant  personally  liable  to  plaintiff  for  the 
additional  payment.— Hawkins  vs.  Wilson,  111  Atlantic  Kept.  634. 

The  rule  that  a  party  will  not  be  granted  a  reargument  for 
the  purpose  of  presenting  a  new  question  applies,  though 
movant  Is  not  the  excepting  party,  but  is  only  called  upon  to 
answer  the  points  urged  by  the  one  seeking  reversal. — Ibid. 

A  shipper  dealing  with  an  express  company's  agent  in  con- 
tracting for  shipment,  since  he  is  conclusively  presumed  to  know 
the  rate  and  the  agent's  want  of  authority  to  contract  for  dif- 
ferent rate  or  to  promise  a  rebate  of  extra  charges  In  violation 
of  U.  S.  Comp.  St.  8597,  cannot  hold  the  agent.— Ibid. 


EXPORT  FREIGHT  RATES 

Tkt  Traffic   World    Washington  Bureau 

Aggressive  action  against  the  anticipated  attempt  of  the 
eastern  trunk  line  railroads  to  cancel  the  existing  export  freight 
rates  to  South  Atlantic  and  Gulf  ports  will  be  taken,  it  is  as- 
serted by  representatives  of  southern  and  western  interests,  at 
meetings  to  be  held  in  Washington  January  19  of  the  Mississippi 
Valley  Association,  the  South  Atlantic  States  Association  and 
the  Midwest-Gulf-South  Atlantic  Foreign  Trade  Committee. 

Meetings  of  the  Mississippi  Valley  Association  and  the 
South  Atlantic  States  Association  were  scheduled  before  the 
proposed  move  of  the  trunk  lines  became  known.  The  meeting 
of  the  Midwest-Gulf-South  Atlantic  Foreign  Trade  Committee, 
which  represents  the  commercial  bodies  of  the  large  cities  of 
the  Middle  West,  the  Gulf  and  South  Atlantic  states,  was  called 
January  11  by  Matthew  Hale,  of  Boston  and  Washington,  vice- 
chairman  of  the  latter  organization,  at  the  suggestion  of  John 
W.  Thomas,  of  Chicago,  chairman  of  the  committee. 

A  letter  received  by  William  Allen,  Washington  representa- 
tive of  the  New  Orleans  commercial  organizations,  from  H.  H. 
Merrick,  of  Chicago,  president  of  the  Mississippi  Valley  Asso- 
ciation, is  taken  to  indicate  the  resentment  of  middle  west  com- 
mercial interests  over  the  eastern  trunk  lines'  suggested  policy 
that  would  deprive  shippers  of  that  section  and  in  territory 
farther  west  of  their  present  privilege  of  routing  their  export 
shipments  through  any  Atlantic  or  Gulf  port  on  an  equal  freight 
rate  basis. 

"The  current  newspaper  account,"  Mr.  Merrick  wrote,  "of 
a  concerted  effort  by  eastern  railroad  trunk  lines  to  cancel  the 
existing  export  freight  rates  from  Central  Freight  Association 
territory  to  South  Atlantic  and  Gulf  ports  is  a  challenge  to  the 
business  interests  of  the  great  manufacturing  centers  of  the 
middle  west  and  to  the  shippers  of  the  entire  west. 

"As  president  of  the  Mississippi  Valley  Association.  I  am 
Interested  In  seeing  that  this  menace  to  western  and  mid- 
western  business  Interests  Is  met  with  prompt  and  effective  re- 
sistance. I  am  sure  my  associates  In  the  Mississippi  Valley 
Association  and  all  other  business  men  interested  in  shipping 
in  this  territory  'will  promptly  protest  through  their  congres- 
sional representatives  against  a  movement  having  for  Its  object 
the  closing  of  Gulf  and  South  Atlantic  ports  to  them. 

"If  the  eastern  trunk  lines  carry  out  the  policy  outlined  by 
the  president  of  one  of  those  lines  to  lay  the  matter  before  the 
Interstate  Commerce  Commission,  they  will  find  arrayed  against 
them  the  solid  commercial  interests  and  organizations  of  the 
west  and  midwest,  which  is  the  originating  territory  of  much  of 
the  freight  of  the  ten  South  Atlantic  and  Gulf  ports. 

"The  contention  of  the  eastern  trunk  lines  and  of  officials 
of  eastern  commercial  organizations  that  the  present  export 
freight  tariffs  are  discriminating  against  them  has  been  refuted 
by  no  less  an  authority  than  Walker  D.  HInes,  who  when  Di- 
rector General  of  Railroads  said: 

Eastern  Railroads  have  no  good  grounds  for  objection  on  the  basis 
of  mllenere  as  the  distance  to  Canadian  ports  la  very  considerably 
greater  than  to  South  Atlantic  or  gulf  ports. 

"Mr.  HInes'  reference  to  Canadian  ports  draws  attention  to 
a  phase  of  this  question  that  cannot  be  ignored.  An  official  of 
the  Cunard  lines  is  one  of  the  men  taking  a  prominent  part  in 
the  movement  to  cancel  the  existing  export  rates  to  Gulf  and 
South  Atlantic  ports,  and  thus  to  restore  a  practical  monopoly 
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to  North  Atlantic  ports  —  including  Montreal,  St.  John  and  Hali- 
fax, all  British  ports.  The  British-owned  Cunard  lines  would 
greatly  profit  by  the  change. 

"Much  of  the  prosperity  of  our  great  West  and  Midwest 
depends  on  keeping  open  all  our  national  gateways  to  the  sea. 
Let  us  see  that  they  are  kept  open." 

In  a  statement  issued  after  having  seen  Mr.  Merrick's  letter, 
Matthew  Hale,  president  of  the  South  Atlantic  States  Associa- 
tion, said: 

"Mr.  Merrick  is  quite  right.  The  South  Atlantic  states  will 
co-operate  gladly  and  vigorously  with  the  states  of  the  Middle 
West  and  the  Gulf  in  the  fight  for  the  economic  freedom  of  the 
West,  and  against  this  attempt  on  the  part  of  the  selfish  eastern 
trunk  lines  to  re-establish  their  strangle  hold  on  the  foreign 
trade  of  the  United  States. 

"This  attempt  of  the  trunk  lines  is  exactly  in  line  with  the 
attempt  of  the  New  York-British  shipping  interests  nine  months 
ago,  under  the  leadership  of  the  head  of  the  Cunard  Line  in  this 
country,  to  remove  competitive  export  rates  to  the  Gulf  and 
South  Atlantic  ports,  while  keeping  in  force  competitive  rates 
to  British  ports  in  Canada. 

"It  is  exactly  in  line  with  the  attempts  past  and  present  of 
the  New  York-British  shipping  interests  to  force  the  sale  of  the 
Shipping  Board  ships  so  that  they  may  be  secured  by  the  large 
New  York  shipping  companies  which  controlled  our  foreign  trade 
before  the  war  and  operated  largely  under  the  British  flag. 

"It  is  exactly  in  line  with  the  insidious  propaganda  against 
Admiral  Benson  and  his  policy  of  an  American  as  as  distin- 
guished from  a  New  York-British  merchant  marine. 

"It  is  exactly  in  line  with  the  propaganda  against  Senator 
Jones  and  his  policy,  as  set  forth  in  the  new  merchant  marine 
bill,  of  a  merchant  marine  free  from  foreign  control  and  op- 
erated for  and  owned  ultimately  by  the  entire  country,  and 
not  by  a  narrow  section  of  that  country. 

"All  these  attempts  are  doomed  to  failure  if  they  are  brought 
clearly  and  publicly  to  the  attention  of  the  American  people,  and 
if  the  interests  behind  these  attempts  are  not  allowed  to  attain 
their  ends  in  secrecy." 

So  far  as  the  Interstate  Commerce  Commission  knows,  there 
is  no  foundation  for  reports  that  are  agitating  commercial  organ- 
izations in  the  middle  west  and  the  south  that  the  eastern 
trunk  lines  are  about  to  undertake  moves  to  do  away  with  the 
so-called  equalization  of  Gulf  with  north  Atlantic  ports. 

Immediately  after  the  end  of  federal  control  Presidents 
Harris  and  Rea  of  the  New  York  Central  and  the  Pennsylvania, 
respectively,  were  reported  as  about  to  do  away  with  the  equal- 
ization that  then  existed  and  which  had  been  established  by 
the  Railroad  Administration.  Daniel  Willard,  of  the  Baltimore 
Ohio,  however,  refused  to  take  part  in  the  proposed  move. 
Since  that  time  neither  the  commissioners  nor  any  of  the  men 
in  the  traffic  section  of  the  Commission  who  come  into  contact 
with  the  traffic  men  of  the  railroads  have  heard  anything  about 
the  proposed  elimination  of  the  adjustment  made  by  the  Rail- 
road Administration. 

But  no  equalization  exists  now.  The  Gulf  ports  have  an 
advantage  and  have  had  it  since  August  26,  when  increases 
allowed  under  Ex  Parte  No.  74  went  into  effect.  The  increase 

>fficial  Classification  territory  was  40  per  cent  and  in  South- 

15  per  cent,  while  the  increase  from  one  territory  to  another 

3V3   per  cent.     Shippers  from  central  territory,  therefore 

are  able  to  forward  their  freight  through  Gulf  ports,  if  the  latter 

nave  any  ships,  at  less  than  through  any  of  the  Atlantic  ports 

the  increase  to  the  Gulf  and  south  Atlantic  ports  having  been 

3%  per  cent  and  to  the  north  Atlantic  ports  40  per  cent 

Those  at  the  Commission  having  anything  to  do  with  the 
work  of  the  railroad  traffic  men  are  not  surprised  that  the  latter 
have  not  undertaken  anything  in  connection  with  the  port  rates 

Commission  men  know  that  under  the  rules  prescribed  bv 

Commission,   the   railroad    traffic    men    are   busy   all   their 

waking  hours,  getting  specific  tariffs  to  the  -files  of  the  tariffs 

>  take  the  place  of  the  blanket  percentage  tariffs   that  were 

last  August   so  as  to   enable   the  railroads  to  obtain   the 

n  w  P     .th«  >ncJ?ases  permitted  by  the  Commission's  decision 

Parte  No.  74  with  the  least  possible  delay. 

A  certain  number  of  such  tariffs  must  be  filed  within  indi- 

i  periods  of  time.     The  clerical  and  supervisory  work  re- 
for  the  preparation  of  specific  tariffs  is   such  that  the 

c  men  of  the  railroads  cannot  take  time  for  preparing  tar- 

is  changing  the  export  rates,  without  getting  into  hot  water 

Commission,  even  if  the  eastern  trunk  line  executives 

decided,  as  indicated  by  the  reports,  that  there  should  be 

change  in  the  port  adjustment. 

The   trunk  line   executives   cannot  control    that    situation. 
der  the   revised    interstate   commerce   law,   the    Commission 
has  the   power  to  prescribe  the  absolute  rate,  not  merely  the 
!£?  vUD1-  vPH°r  t0  federal  contro1  the  Southern  Railway  equal 
''nv'V11'1   Nev.0rlea"8   by  publishing  proportionals 
Ohio  River  ;  crossings  high  or  low  enough,  as  the  case 
thepr°P°rtionaI  ™te  was  added  to  the 

through  rate  was  the  same 


a  formal  case  before  the  Commission,  the  regulating  body  said 
there  was  nothing  wrong  with  what  the  Southern  had  done, 
those  days,  the  Commission,  in  the  absence  of  unjust  discrin 
nation,  could  not  change  a  rate  because,  for  instance,  it  dis 
greed   with   the   policy  of  the   carrier   that  had   established 
Now,  however,  it  has  the  right  to  consider  questions  of  polic 
Under  the  power  to  establish  the  maximum,  the  minimum, 
the  absolute  rate,  it  has  the  power  to  say  that  such  an  equa 
tion  would  be  unwise,   because  tending  to  reduce  the  revenu 
of  the  Southern  or  reducing  the  earnings  of  the  lines  leadi: 
to  the  Atlantic  ports  without  compensating  benefit  to  the  Sout 
em — in  other  words,  that  the  game  was  not  worth  the  cand 
But  above  the  power  of  the  Commission  over  the  quest 
of  policy  is  the  possibility,  in  the  event  it  should  exercise 
authority  in  behalf  of  the  Atlantic  ports,  that  the  senators 
representatives  from  the  south  and  west  might  unite  in  a  pr 
test  to  the  Commission,  which,  if  not  heeded,  could  be  follov 
by  action  in  Congress  tending  to  limit  the  power  of  the 
mission  or  to  deprive  it  altogether  of  such  influence  over 
fortunes  of  sections  and  communities. 


OCEAN  GRAIN   RATES 

An  early  decision  by  the  Shipping  Board  in  regard  to 
vision  of  ocean  freight  rates  on  grain  and  grain  products 
be  expected,  Admiral  Benson,  chairman  of  the  board,  said  Jan 
ary  11.  The  board  has  given  consideration  to  the  testimo 
which  was  heard  in  the  hearing  January  4.  The  chairman  sa 
the  action  to  be  taken  by  the  board  would  be  determined  as  so 
as  possible. 


Hack  was  -made  on  that  adjustment  by  the  trunk  lines.    In 


PRICE  OF  SHIPPING  BOARD  VESSELS 

The   Traffic    World    Washington  Bureau 

The  issuance  in  New  York,  January  10,  by  Martin  J.  Gillen, 
formerly  special  assistant  to  John  Barton  Payne,  when  the  lat- 
ter was  chairman  of  the  United  States  Shipping  Board,  of  a 
printed  pamphlet  containing  "a  discussion  and  resolutions  of 
fered  on  January  5,  1921,  to  the  United  States  Shipping  Boara 
to  carry  the  plan  into  effect  by  Guy  D.  Goff,  commissioner  of 
U.  S.  Shipping  Board,"  aroused  momentary  consternation  at  tlwl 
offices  of  the  board  in  Washington  on  that  day.  The  plan  and 
resolutions  related  to  a  proposal  that  the  board  fix  a  price  ofi 
$65  a  deadweight  ton  on  its  vessels  which  the  merchant  marine 
act  directs  shall  be  sold  in  accord  with  the  declared  policy  of 
Congress  to  take  the  government  out  of  the  ship-owning  andi 
ship-operating  business.  It  was  also  proposed  to  redraft  all  salapj 
contracts  to  date  on  the  same  basis. 

The  fact  that  Mr.  Gillen  had  issued  the  pamphlet  wa?  wired 
to  Washington  newspapermen  and  on  January  11  copies  of  the' 
pamphlet,  accompanied  by  a  card  reading,  "With  the  compli- 
ments of  Martin  J.  Gillen,  120  Broadway,  New  York."  wore  rs- 
ceived  in  Washington. 

Admiral  Benson,  chairman  of  the  board,  was  told  of  the 
reported  action  of  Mr.  Gillen  on  January  10,  and  he  declined  tcx 
discuss  the  matter  on  the  ground  that  he  would  not  discussi 
something  that  had  been  considered  by  the  board  in  executive 
session  and  on  which  no  action  had  been  taken.  It  was  urged 
on  him,  however,  that,  in  view  of  Commissioner  Goff's  name 
being  connected  with  the  matter,  the  public  should  have  some 
information  on  the  subject.  The  Admiral  then  decided  to  call 
in  Commissioner  Goff,  which  he  did,  and  the  commissioner  said 
he  would  issue  a  statement,  which  was  as  follows: 

"Colonel  Goff  said:  'Such  a  resolution  was  informally  dis- 
cussed by  the  board  and  no  action  taken.  The  price  suggested 
did  not  meet  with  the  approval  of  any  of  the  commissioners  of 
the  United  States  Shipping  Board.'  " 

Commissioner  Goff  would  not  make  any  further  comment  in 
regard  to  the  matter.  He  suggested  that  the  other  members  of 
the  board  be  interviewed.  Commissioners  Donald,  Sutler,  aid 
Rowell  said  they  approved  Commissioner  Goff's  statement  but 
would  not  add  anything. 

After  the  appearance  of  the  Gillen  pamphlet  it  was  regarded 
as  somewhat  peculiar  that  the  members  of  the  board  saw  fit  to 
discuss  the  matter  in  such  guarded  fashion.  The  pamphlet  Is 
entitled,  "A  Simple  Plan  to  Establish  the  Basic  Principles  Con- 
trolling the  Establishment  of  Ship  Values  of  United  Shipping 
Board  Vessels,"  and  the  following  notation  was  pasted  on  tlft 
pamphlet: 

Prepared  in  collaboration  with  Mai-tin  J.  Gillon,  former  member  of 
the  War  Industries  Board  Organization  and  special  assistant  to  Chair- 
men of  the  U.  S.  Shipping  Board.  John  Barton  Payne  and  Admiral 
W.  S.  Benson:  L.  L.  Summers,  former  member  of  the  War  Industries 
I'.oard  Organization  and  technical  advisor  to  the  Allied  Peace  Cora- 
mission  at  Paris;  and  Guy  D.  Goff.  present  commissioner  of  the  V.  8. 
Shipping:  Board. 

The  pamphlet  consists  entirely  of  Commissioner  Goff's 
statement  to  the  "fellow  commissioners  of  the  Shipping  Board," 
and  his  resolution. 

In  the  statement,  Commissioner  Goff  referred  to  "the  grow- 
ing demand  for  the  lowering  of  the  price"  of  the  board's  vessels. 
the  minimum  price  to  date  having  been  approximately  $163  a 
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deadweight  ton.  Therefore,  he  said,  It  was  his  purpose  to  take 
prompt  action  In  the  matter. 

"It  must  be  kept  in  mind,"  he  said,  "thut  while  these  ships 
cost  the  United  States  government  an  average  of  $215  a  DWT, 
they  were  not  built  by  the  government  as  an  Investment  for  the 
government,  nor  for  use  in  private  industry,  but  they  were  built 
like  our  cantonments  and  the  supplies  that  went  across  the 
seas  —  to  take  care  of  a  great  national  emergency  In  which  the 
very  life  of  the  nation  was  at  stake." 

Commissioner  Goft  said  that,  until  the  values  on  "our  steel 
boats  are  placed  on  a  proper  basis,"  there  would  be  no  sale  of 
Shipping  Board  boats  because  the  "silent  investor"  would  not 
put  his  money  into  ship  securities  unless  assured  of  an  adequate 
return  on  the  Investment.  He  reached  the  conclusion,  after  a 
survey  of  prices  and  costs  generally,  "that  we  place  the  price 
of  our  ships  at  an  advance  of  50  per  cent  of  the  1910-1913  cost, 
which  approximated  $45,"  his  theory  being  that  the  country  is 
returning  "to  the  peace  time  standard  of  welfare,  prosperity  and 
living,  as  'was  created  and  in  existence  on  July  31,  1914,  and 
toward  the  prices  of  1910  to  July  31,  1914." 

"These  inevitable  conclusions  have  forced  me  to  realize," 
Commissioner  Goff  said  in  submitting  his  resolution,  "what  must 
now  be  done,  and,  too,  the  time  has  arrived  when,  under  my 
oath,  I  must  act.  Therefore,  incorporating  the  foregoing  as  a 
preamble,  I  move  the  adoption  of  the  following  resolution: 

Resolved: 

First:  That  the  top  price  of  the  steel  cargo  boats  owned  by  the 
Shipping  Board  he  fixed  at  $45  a  DWT.  which  was  the  peace  time 
rice  of  construction,  plus  an  increase  of  50  per  cent  thereof,  as  the 
ase  price  for  tin-  new  steel  cargo  boats,  with  the  same  differential 
ratio  for  efficiency  in  service,  machinery  and  equipment  that  has. 
nlready  been  established  by  the  hoard,  with  an  allowance  for  depre- 
ciation of  5  per  cent  per  annum  for  the  time  the  boats  have  been  in 
the  water. 

Second:  That  all  contracts  made  with  pioneer  purchasers  of  Ship- 
ping Board  boats  he  recalled  and  the  purchase  price  be  rewritten  on 
the  basis  of  the  new  prices  as  established:  that  all  profit  made  on 
those  boats  while  in  the  hands  of  the  pioneer  purchasers  be  taken 
by  the  government;  that  they  be  paid  a  service  charge  for  the  man- 
agement of  the  hoats  while  in  their  charge,  the  same  as  managing  op- 
erators, on  the  basis  of  MO  Agreement  No.  4;  and  that  interest 
charges  incurred  or  paid  he  adjusted  in  consonance  with  the  new 
prices  established;  and 

Third:  That  the.se  new  prices  be  effective  as  of  February  5,  1921 
K»  that  Congress  may  have  an  opportunity  to  have  full  knowledge  of 
the  methods  and  reasons  for  the  fixing  of  the  prices,  and  may,  if  they 
ao  desire,  dissent  therefrom;  that  copies  hereof  be  sent  promptly  to 
all  members  of  the  Finance,  Appropriations  and  Commerce  commit- 
!.  is  of  the  Senate  and  the  like  committees  of  the  House." 
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RECONDITIONING  OF  SHIPS  ABROAD 

The  Traffic   World   Washington  Bureau 

The  Senate  agreed  to  a  resolution  January  10  calling  on 
the  Shipping  Board  for  information  as  to  whether  it  is  the  policy 
of  the  board  to  permit  the  reconditioning  of  ships  in  foreign 
shipyards.  Senator  Calder,  of  New  York,  submitted  the  reso- 
lution, which  also  applies  to  ships  allocated  to  the  United  States 
Mail  Steamship  Company. 

"About  eight  months  ago,"  said  he,  "the  Shipping  Board 
entered  into  a  contract  with  a  newly  organized  snipping  com- 
cern,  which  is  known  as  the  United  States  Mail  Steamship  Com- 
pany, for  the  purchase  by  that  company  from  the  Shipping 
Board  of  certain  ex-German  passenger  vessels  which  had  been 
used  by  our  government  for  transport  purposes  during  the  war. 
Those  ships  were  sold  to  the  United  States  Mail  Steamship 
Company  at  approximately  8  per  cent  cash,  subsequent  piv- 
ments  to  be  carried  over  a  period  of  years,  the  money  thereto.' 
to  be  obtained  from  the  profits  of  the  operation  of  the  vessels. 
Those  ex-German  ships  are  still  tied  up  at  the  docks  in  New 
York  because  of  the  necessity  of  rebuilding  and  reconditioning. 
I  have  in  my  hand  two  newspaper  articles  which  indicate  that 
it  is  the  purpose  of  the  Mail  Steamship  Company  to  have  those 
ships  reconditioned  in  German  shipyards.  I  offer  a  resolution 
of  inquiry  addressed  to  the  Shipping  Board  to  ascertain  if  that 
Is  the  fact." 

The  resolution  (S.  Res.  421)  follows: 

Resolved,  That  the  United  States  Shipping  Board  is  hereby  di- 
rected to  furnish  to  the  Senate  as  soon  as  possible  the  following  infor- 
mation: 

1.  Do  the  terms  of  the  allocation  agreement  between  the  United 
States   Shipping  Board  and   the   United   States  Mail  Steamship   Com- 
pany,   covering,     with    purchase    provisions,    certain    ships    formerly 
owned    in    whole    or    in    part    by   corporations,    citizens   or   subjects   of 
nutions  with  which  the  United  States  is  at  war,  permit  of  the  recon- 
ditioning of  such  ships  in  other  than  American  shipyards? 

2.  Is  it  the  policy  of  the  United  States  Shipping  Hoard  to  permit 
the   reconditioning   in    foreign   shipyards   of  any   ships   allocated   with 
purchase  provisions? 


IDLE  SHIPPING  BOARD  VESSELS 

The  Traffic   World   Washington  Bureau 

With  927  steel  cargo  and  passenger  vessels  in  service  on 
regular  routes  as  of  January  10,  representing  a  total  of  dead- 
weight tonnage  of  8,250,000  tons,  officials  of  the  division  of  op- 
erations of  the  Shipping  Board  propose  to  reduce  that  tonnage 
by  approximately  1,000,000  tons  within  the  next  six  months  to 


meet  the  situation  growing  out  of  ill"  .|.  prennlon  In  ocean 
shipping. 

In  addition  to  the  vessels  In  service  on  regular  route*,  the 
board  had  In  operation  as  of  January  10,  79  tank  steams™,  70 
"tramps,"  17  vessels  in  trade  routes  between  South  American 
and  European  ports  and  62  cargo  ship*  In  the  coastwise  trade. 

The  number  of  vessels  actually  tied  up  as  of  January  10, 
officials  said,  Included  208  steel  vessels,  of  a  total  deadweight 
tonnage  of  1,262,000  tons,  and  260  wooden  ships,  of  a  total  dead- 
weight tonnage  of  958.000  tons.  Of  the  steel  ships  approxi- 
mately 150  are  coal-burning  lake  steamers,  which  board  officials 
said  were  not  of  the  best  type  for  ocean  use  because  they  had 
been  constructed  for  both  lake  and  ocean  use. 

Although  the  number  of  steel  vessels  actually  tied  up  was 
given  as  208,  a  considerable  number  of  additional  steel  ships 
have  been  scheduled  for  tie-up,  bringing  the  total  to  about  300. 
The  peak  of  the  number  of  vessels  to  be  tied  up  due  to  the 
existing  depression  will  be  reached  within  the  next  two  months, 
officials  said,  and  the  actual  number  may  reach  500  In  all,  ex- 
clusive of  the  wooden  ships. 

"Anybody's  guess  Is  as  good  as  another's,"  replied  Captain 
Foley,  director  of  the  division  of  operations,  when  asked  as  to 
whether  any  improvement  was  expected  in  the  ocean  shipping 
situation,  adding  that  when  the  exchange  situation  improved  a 
change  for  the  better  would  come. 

"We  are  not  breaking  up  our  regular  routes,"  said  Admiral 
Benson,  chairman  of  the  board.  "We  intend  to  maintain  regular 
sailings  in  the  routes  we  have  established  but  to  do  so  as  eco- 
nomically as  possible.  In  some  instances  we  may  take  off  some 
vessels  on  particular  routes,  but  service  will  be  maintained  on 
all  regular  routes." 


FOREIGNERS  IN  SHIP  CREWS 

The  Traffic   World   Washington  Bureau 

An  appeal  to  operators  of  Shipping  Board  vessels  not  to 
practice  economy  by  the  employment  of  foreigners  in  their  crews 
at  lower  rates  of  pay  than  is  satisfactory  to  American  seamen 
was  issued  by  Admiral  Benson,  chairman  of  the  Shipping  Board, 
January  10. 

"The  conditions  which  now  prevail  in  the  ocean  carrying 
trade  have  forced  the  United  States  Shipping  Board  as  well  as 
private  ship  owners  to  lay  up  a  great  many  vessels,  which  auto- 
matically sets  adrift  a  large  number  of  seafaring  men,"  said 
Admiral  Benson. 

"As  the  representative  of  the  largest  ship  owning  corpora- 
tion in  the  world,  the  chairman  of  the  Shipping  Board  feels 
that  it  is  timely  to  invite  the  attention  of  owners  and  operators 
to  the  fact  that  the  largest  factors  in  vessel  expense  under  the 
conditions  which  prevail  at  this  time  are  repairs  and  fuel. 

"While  the  policy  of  every  prudent  owner  and  operator  is 
rightfully  toward  reduction  in  vessel  expense,  the  chairman  of 
the  Shipping  Board  earnestly  cautions  all  ship  owners  and  op- 
erators not  to  be  misled  at  this  time  into  the  employment  of 
foreigners  merely  because  it  may  be  possible  to  obtain  them  at 
a  lower  schedule  of  pay  than  is  satisfactory  to  American  seamen. 

"The  true  goal  of  American  effort  is  to  increase  the  effi- 
ciency of  operation.  The  most  certain  means  to  this  end  is 
improvement  in  the  efficiency  of  sea  labor.  This  improvement 
in  turn  has  been  brought  about  by  getting  the  American  man 
afloat  and  can  best  be  continued  by  keeping  him  afloat. 

"The  chairman  of  the  Shipping  Board  appeals  in  the  strong- 
est possible  terms  to  every  right-minded  and  patriotic  American 
citizen  who  owns,  operates  or  has  any  interest  whatever  in 
American  shipping  to  seize  this  opportunity  to  collect  American 
seamen  in  American  ships  rather  than  to  drive  him  from  the 
sea  by  yielding  to  the  temptation  of  minor  savings  in  the  wage 
scale." 


COMMISSION-BOARD  COMMITTEE 

The  Traffic   World   tl'tshingloii  Bureau 

Announcement  was  made  by  the  Shipping  Board,  January  12, 
of  the  appointment  of  the  joint  committee  representing  the 
board  and  the  Interstate  Commerce  Commission.  The  representa- 
tives of  the  Commission  are  commissioners  McChord,  Hall,  and 
Potter,  and  those  of  the  Shipping  Board  are  commissioners  Teal, 
Thompson  and  Goff.  Commissioner  Teal  will  act  as  chairman 
of  the  committee. 

"I  expect  to  call  a  meeting  of  the  committee  within  the  next 
few  days,"  said  Commissioner  Teal.  "I  can  not  say  just  what 
will  be  taken  up  first  but  it  is  my  view  that  one  of  the  most 
important  subjects  will  be  that  of  export  and  import  rates." 

Commissioner  Teal  said  he  hoped  something  could  be  done 
by  joint  action  of  the  two  bodies  looking  toward  a  readjustment 
of  export  and  import  rates  to  the  end  of  obtaining  a  greater 
amount  of  tonnage  for  handling  through  American  ports.  He 
referred  to  the  movement  of  tonnage  over  the  Canadian  roads 
because  of  lower  rail  rates. 

The  development  of  ports  is  another  problem  which  will  be 
considered  by  the  joint  committee,  Commissioner  Teal  said. 

"The   powers   accorded    the   Commission   and   the    Shipping 
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Board  by  the  merchant  marine  act  and  the  transportation  act 
are  so  extensive  that  a  great  deal  can  be  accomplished  by  co- 
operation." said  Mr.  Teal. 

The  resolution  adopted  by  the  Shipping  Board  relative  to  the 
joint  committee  follows: 

Whereas  In  the  enforcement  of  the  policies  of  the  Merchant 
Marine  Act  the  fullest  co-operation  of  Interstate  Commerce  Com- 
mission, transportation  and  commercial  interests  of  the  United  States 
should  be  secured  in  order  to  bring  about  the  permanent  establish- 
ment of  the  American  Merchant  Marine;  be  it 

Resolved.  That  it  is  the  sense  of  the  United  States  Shipping  Board 
that  a  Joint  committee  be  created  consisting  of  an  equal  number  of 
represetnatlves  of  the  United  States  Shipping  Board  and  the  Inter- 
state Commerce  Commission,  for  the  purpose  of  considering  the  vari- 
ous provisions  of  the  Transportation  Act,  1920,  Merchant  Marine 
Act,  1920,  as  well  as  rates,  regulations  and  practices  tending  to  aid  in 
making  effective  the  purpose  of  said  Merchant  Marine  Act  and  to 
bring  about  the  co-operation  of  rail  carriers,  water  carriers,  shippers 
and  ports  to  make  effective  the  purposes  of  the  said  Merchant  Marine 
Act  1920  and  to  make  recommendations  to  the  United  States  Ship- 
ping Board  and  Interstate  Commerce  Commission  to  secure  said 
result;  be  it  further 

Resolved,  That  the  chairman  of  the  United  States  Shipping  Board 
be,  and  he  is  hereby,  authorized  and  directed  to  carry  out  the  pur- 
pose of  the  foregoing  resolution. 

DEFENSE  OF  SHIPPING  BOARD 

The  Traffic   World   Washington  Bureau 

Guy  D.  Goff,  member  of  the  United  States  Shipping  Board, 
declares  that  "certain  heavy  losses  which  the  government  sus- 
tained and  which  are  now  some  of  the  rings  in  the  great  target 
at  which  critics  shoot,  were  due  to  contract  cancellations  run- 
ning into  the  millions."  He  said  further,  in  his  statement,  that 
"willingness  to  strive  for  the  common  good  in  moments  of 
emergency  must  not  be  penalized  after  the  emergency  has 
passed."  He  urged  constructive  instead  of  destructive  criticism 
of  the  Shipping  Board.  His  statement  was  regarded  as  a  de- 
fense of  the  board  in  connection  with  the  investigation  of  the 
board's  affairs  by  the  Walsh  committee  of  the  House. 


VESSEL   CONSTRUCTION   APPROVED 

The  construction  of  four  oil  tankers  of  a  total  deadweight 
tonnage  of  36,900,  under  the  terms  of  section  23  of  the  merchant 
marine  act  which  exempts  shipowners  from  the  payment  of 
the  excess  profits  tax,  has  been  approved  by  the  Shipping  Board. 
The  applicants  were  the  Pan  American  Petroleum  &  Transport 
Company  of  New  York,  which  will  build  three  bulk  oil  tankers 
of  10,200  d.  w.  t.  each  at  the  yards  of  the  Bethlehem  Shipbuild- 
ing Corporation,  and  the  American  Sugar  Transit  Corporation 
of  New  York,  which  will  build  an  oil  tanker  of  6,300  d.  w.  t.  at 
the  yards  of  the  Staten  Island  Shipbuilding  Company. 


CLAIMS    OF    WOODEN    SHIPBUILDERS 

Builders  of  wooden  ships  whose  claims  against  the  Shipping 
Board,  according  to  their  statements,  aggregate  $15,000,000,  ap- 
peared before  the  board  January  7  and  offered  to  settle  with  the 
board  for  $5,000,000.  That  amount,  they  told  the  board,  would 
cover  their  out-of-pocket  expenses  to  date.  They  said  they  were 
willing  to  forego  any  of  their  profits.  The  hearing  was  held 
in  connection  with  the  action  of  the  board,  immediately  after 
the  armistice,  in  canceling  contracts  for  wooden  ships.  Failure 
of  the  board  to  settle  the  claims  will  drive  most  of  the  ship- 
builders into  bankruptcy,  A.  H.  Eastmond,  president  of  the 
Emergency  Wood  Shipbuilders'  Association,  said. 


NEW  RECORDS  FOR  PANAMA  CANAL  TRAFFIC 
According  to  a  cablegram  received  from  the  acting  gov- 
ernor of  the  Panama  Canal,  the  traffic  for  the  calendar  year 
1920  set  new  high  records;  2,814  commercial  vessels  of  10,- 
378,000  net  tons  carried  11,236,000  tons  of  cargo,  exceeding  the 
traffic  for  the  fiscal  year  1920  by  approximately  20  per  cent,  and 
the  calendar  year  1919  by  approximately  50  per  cent.  Tolls 
levied  amounted  to  $10,295,000. 


SALES   OF   SHIPPING   BOARD   VESSELS 
The  Shipping  Board  reported  under  date  of  January  11  that 
it  had  sold  eight  uncompleted  hulls  to  the  P.  Dougherty  Com- 
pany, Baltimore,  Md.,  at  $40,000  each.     There  were  no  sales  of 
completed  vessels  or  tugs  in  the  week  ending  January  8. 

RATES  TO  AND  FROM  CANADA 

The  Traffic   World   Washington  Bureau 

A  workable  plan  for  avoiding  the  friction  about  rates  to  and 
from  Canada  resulting  from  the  low  value  of  Canadian  cur- 
rency when  expressed  in  terms  of  American  money,  may  be 
worked  out  by  the  Canadian  Railway  Commission  in  conjunction 
with  the  Interstate  Commerce  Commission.  Commissioner  Cart- 
wright  of  the  Dominion  commission  talked  with  Chairman  Clark 
on  the  telephone  January  12  with  a  view  to  having  the  two  bod- 
ies act  in  such  way  that  where  the  rates  are  published  as  joint 
undertakings  the  divisions  received  by  each  will  be  disclosed  so 
that  the  shipper  Interested  will  know  what  part  should  be  paid 
with  American  money  and  what  part  with  Canadian. 


Another  phase  of  the  subject  is  the  amount  of  the  war  tax 
that  shall  be  paid  by  Americans  and  by  Canadians,  if  the  latter 
are  supposed  to  pay  any  tax  to  their  government.  American 
shippers,  as  a  rule,  it  is  believed,  have  been  required  by  the  rail- 
roads to  pay  tax  on  the  total  freight  bill  to  or  from  Canada,  re- 
gardless of  whether  tax  was  due  on  the  part  of  the  total  bill 
representing  the  transaction  in  Canada. 

Announcement  from  Ottawa,  January  12,  after  the  talk  be- 
tween Chairman  Clark  and  Commissioner  Cartwright  had  been 
had,  was  to  the  effect  that  a  solution  had  been  found  whereby 
shippers  to  the  United  States  were  to  pay  for  the  Canadian  part 
of  the  haul  in  Canadian  funds  and  for  the  American  part  in  cur- 
rency of  the  United  States.  That  announcement  was  not  backed 
in  full  at  Chairman  Clark's  office.  It  is  obvious,  however,  if  the 
Canadian  Commission  requires  the  Canadian  roads  to  disclose 
what  part  of  the  money  derived  out  of  a  joint  rate  is  received  by 
them,  the  consignee  in  the  United  States  can  know  that  the  rest 
of  the  money  is  received  by  the  American  carrier  and  act  ac- 
cordingly. 

The  obstacle  thus  far  has  been  the  body  of  joint  rates  ex- 
isting between  the  carriers  on  the  two  sides  of  the  boundary. 
The  American  carriers  have  been  demanding  prepayment  of 
freight  charges.  The  Canadian  roads  have  been  refusing  to  ac- 
cept prepayment.  In  that  way  the  shippers  on  joint  rates  were 
made  to  pay  the  whole  bill  in  the  higher  priced  American  cur- 
rency. The  Canadian  and  American  shippers  have  both  de- 
manded the  benefit  of  the  discount  on  Dominion  money,  but  thus  ; 
far  have  not  been  able  to  obtain  it. 

Chairman  Carvell  of  the  Dominion  Commission  said  he  could 
not  make  a  more  definite  announcement  as  to  the  plan  or  solu- 
tion than  that  one  had  been  found,  because  the  Interstate  Com- 
merce Commission  had  not  considered  it  in  detail. 

It  was  understood  at  Washington,  however,  that  disclosure 
of  the  division  received  by  each  carrier  out  of  a  joint  rate  would 
be  the  foundation  upon  which  the  arrangement  would  be  made, 
the  idea  being  that  each  of  the  two  bodies  has  the  power  to  com- 
pel such  disclosure,  or  in  the  event  of  refusal  to  do  so,  the 
Canadian  body  can  prescribe  a  proportional  to  the  boundary  and  ) 
the  Interstate  Commerce  Commission  one  from  the  boundary,  the 
sum  of  which  would  be  the  same  as  the  joint  rate. 

BILL  TO  REDUCE  RATES 

The  Traffic   World   Washington  Bureau 

"My  purpose  in  introducing  this  bill  Is  to  crystallize  legisla- 
tive sentiment  in  favor  of  a  reduction  in  freight  rates,"  said 
Senator  Trammell  of  Florida,  in  reference  to  his  bill  (S.  4812), 
providing  for  amendment  of  the  rate-making  section  of  the 
transportation  act  so  that  it  would  provide  for  a  return  of  not 
more  than  4y2  per  cent  instead  of  6  per  cent  on  the  property 
valuation  as  fixed  by  the  Commission. 

It  was  pointed  out  to  the  senator  that  the  net  earnings  of  the 
railroads  in  September,  October  and  November,  the  first  three 
months  the  advanced  rates  prescribed  by  the  Commission  in  Ex 
Parte  74  were  in  effect,  according  to  their  reports  to  the  Com- 
mission, were  considerably  short  of  the  6  per  cent  the  rates 
were  designed  to  yield,  and  that  his  bill,  therefore,  if  enacted 
into  law,  might  not  result  in  a  reduction  in  rates. 

"If  this  bill  will  not  bring  about  a  reduction  in  rates,  then  I 
propose  to  draft  a  bill  that  will  accomplish  that  result,"  said 
Senator  Trammell. 

Agitation  in  favor  of  lower  rates  has  developed  to  a  con- 
siderable extent  in  Florida  among  the  growers  of  fruits  and 
vegetables,  Senator  Trammell  said,  their  contention  being  that 
rates  are  so  high  that  they  cannot  make  any  money.  As  a  result, 
he  said,  growers  were  curtailing  their  output.  He  said  he  be- 
lieved the  carriers  would  make  more  money  if  rates  were  lower 
and  a  larger  volume  of  traffic  moved  than  under  existing  rates. 
The  bill  folows: 

Be  it  enacted  by  the  Senate  and  House  of  Representatives  of  the 
United  States  of  America  in  Congress  assembled,  That  on  and  after 
April  1,  1921,  common  carriers  engaged  in  interstate  commerce  shall 
be  authorized  to  make  rates  which  will  rroduce  returns  of  not  exceed- 
ing 4  per  centum  of  the  aggregate  property  value  of  said  common 
carriers. 

Sec.  2.  That  paragraph  3  of  section  15a  of  the  Interstate  Com- 
merce Act  of  February  4,  1887,  as  amended  by  an  Act  approved  Feb- 
ruary 28,  1920,  be,  and  the  same  is  hereby,  amended  as  follows: 

In  paragraph  3  strike  out  the  figure  "5%"  and  insert  in  lieu 
thereof  "4." 

Sec.  3.  That  this  Act  shall  become  a  law  upon  its  approval  by 
the  President. 


PITTSBURGH  &  SHAWMUT  SECURITIES 

Application  has  been  made  by  the  Pittsburgh  &  Shawmut, 
in  Finance  Docket  No.  1169,  for  authority  actually  to  issue 
nominally  issued  securities  amounting  to  $1,500,000  and  to  sub- 
stitute them  for  collateral  previously  pledged  to  secure  loans. 
The  application  is  for  permission  to  issue  two-year  6  per  cent 
collateral  trust  notes,  in  denominations  of  $1,000  each.  The 
notes  are  to  be  substituted  for  securities  borrowed  from  the 
Allegheny  River  Mining  Company  as  accommodation  maker  of 
its  notes  for  the  benefit  of  the  railroad  company. 
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NOVEMBER  RAILWAY  EARNINGS 

The  Traffic   World   Washington  Bureau 

The  Association  of  Railway  Executives  Issued  the  following 
statement,  January  12,  relative  to  earnings  of  Class  I  roads  In 
November  and  the  first  three  months  the  Increased  rates  have 
been  In  effect: 

"A  tabulation  from  figures  reported  by  the  railroads  to  the 
Interstate  Commerce  Commission  shows  that  the  net  railway 
operating  income  for  November  of  the  Class  One  railroads  was 
$57,741,937,  which  is  $41,544,063,  or  41.8  per  cent,  below  the 
unit  which  it  was  estimated  would  be  earned  under  the  in- 
n-eased rules  fixed  by  the  Commission  in  accordance  with  the 
transportation  act. 

"Upon  the  basis  of  this  operating  Income,  the  carriers  would 
(  am  annually  approximately  3&  per  cent  on  the  value  of  their 
properties  as  tentatively  fixed  for  rate  making  purposes  by  the 
Commission.  This  is  1.1  per  cent  below  that  estimated  on  the 
basis  of  October  earnings.  To  have  realized  a  return  of  six  per 
rent  on  their  valuation  as  provided  by  the  transportation  act,  the 
railroads  should  have  earned  $99,286,000  in  November.  The 
tabulation  is  based  on  reports  received  from  200  railroads  with 
a  total  mileage  of  229,754  miles. 

"Total  operating  revenues  for  November  were  $568,697,087 
or  an  increase  of  34.6  per  cent  over  those  for  the  same  month 
last  year.  Total  operating  expenses  were  485,466,885,  or  an  in- 
crease of  29.2  per  cent,  compared  with  the  same  previous  month. 
The  net  railway  operating  income  is  an  increase  of  170.8  per 
cent  over  that  for  November,  1919,  but  this  increase  is  principally 
due  to  the  fact  that  the  strike  of  bituminous  coal  miners  dur- 
ing that  month  one  year  ago  greatly  reduced  the  freight  tonnage, 
thus  lowering  the  carriers'  revenues. 

"Compilations  show,  however,  that  for  the  first  quarter  since 
the  guaranty  period,  ended  on  September  1,  the  net  railway 
operating  income  totals  $219,507,735,  which  is  $101,449,265  less 
than  was  expected  to  be  earned  under  the  rates  fixed  by  the 
Commission  and  effective  on  August  26  last.  On  the  basis  of 
that  net  operating  income  for  the  three  months'  period,  the 
carriers  would  earn  4.1  per  cent  annually.  To  have  earned  six 
per  cent  upon  their  tentative  valuation,  their  net  operating  In- 
come should  have  been  $320,957,000  during  that  period. 

^As  in  the  case  01  September  and  October,  the  net  operating 

six  pe 


It  will  ponHlbly  Htop  a  lot  of  very  useless  travel  and 
help  i he  ;-i.-at  congestion  on  passenger  trains,  HO  that  leglllniai> 
travel  can  navel  with  a  reasonable  degree  of  comfort.  For  the 
past  four  months  I  have  been  forced  to  travel  a  great  deal. 
I  can  hardly  secure  a  berth  on  a  sleeper  without  reservation 
days  ahead,  and  often  have  to  stand  Hi  passenger  cars.  The 
slowing  up  of  all  kinds  of  business  has  reduced  freight  tonnage 
a  great  deal;  the  rate  had  nothing  to  do  with  this.  If  freight 
were  hauled  free  now,  there  would  be  no  more  tonnage.  Harris 
Is  wrong;  the  rates  should  be  slightly  advanced  In  both  passen- 
ger and  freight.  Railroads  must  be  efficient  and  give  service, 
and  they  can't  do  it  and  pay  the  high  union  wages  they  have 
to  pay  without  higher  rates." 


RAILROAD  REVENUE  IN  1920 

The  Traffic   World    Washington  Bureau 

Class  I  railroads  had  gross  revenues  of  approximately  $6,200,- 
000,000  in  1920,  according  to  estimates  made  by  Julius  H.  Parme- 
lee,  director  of  the  Bureau  of  Railway  Economics,  and  a  net  rail- 
way operating  income  of  approximately  $150,000,000.  Expenses 
were  estimated  at  $5,750,000,000  and  net  revenue  at  $450,000,000. 
Taxes  and  equipment  rentals  aggregated  about  $300,000,000,  ac- 
cording to  the  estimates,  resulting  in  the  net  of  $150,000,000.  In 
1919  the  Class  I  roads  had  a  net  railway  operating  income  of  ap- 
proximately $515,000,000. 

"During  the  first  ten  months  of  1920  the  carriers  did  not  any 
more  than  break  even,"  said  Mr.  Parmelee.  "They  made  about 
enough  money  to  pay  their  taxes  and  operating  expenses  with 
one  or  two  roads  showing  a  profit  while  the  rest  had  deficits, 
making  the  average  return  but  enough  to  pay  expenses." 


PAYMENTS  TO  RAILROADS 

The  Traffic   World   Washington  Bureau 

.  A  complete  statement  showing  payments  to  railroads  under 
the  provisions  of  the  transportation  act  up  to  the  close  of  busi- 
ness January  8  was  issued  by  the  Treasury  Department  January 
10.  It  showed  that  the  total  payments  aggregated  $427,335,- 
688.49.  The  statement  follows: 

Payments  under  the  Transportation  Act,   1320,  as  amended,  were 


the  Eastern  district,  the  railroads  fell  49  per  cent  below,  the  Section  lo»  (hY'? 

Southern,  48  per  cent  and  the  Western,  34  per  cent.     Calculat-  Section   210    

ing  on  the  basis  of  the  showing  for  November  the  railroads  in  Tot,  1ft,  .-,  -.. 
the  Eastern  district  would  earn  3.06  per  cent  upon  their  tenta- 
tive valuation,  the  Southern  district  3.12  per  cent  and  the  West-  Total  payments  at  close  of  business  January  8.  1921— 
ern  district,  3.96  per  cent.  ^a)  Under  Section  204,  for  reimbursement  of  deficits  dur- 

"Total  operating  revenues  for  the  Eastern  district  with  only  (t»  UnndfeerFSecUolnC209V0paragikpns'  (h')"and"(Y>','for"ad-* 
reports  from  the  Baltimore  &  Ohio's  Chicago  Terminal  and  the  vances  on   account   of   the   sum   estimated   to   be 

Cincinnati,  Lebanon  and  Northern  Railroad  missing,  were  $249  -  necessary  to  make  good  the  guaranty  therein  pro- 

424008,  or  an  increase  of  46.9  per  cent  over  those  for  November  <c>  Under  Section  Vio,'  for'  loans'  from  the  'revolving'  fund 

t   year.     Total   operating   expenses   were    $218,030,917,   or   an  of  $300,000,000  therein  provided  166,445,937.00 

increase  of  35.5  per  cent  over  those  for  one  year  ago.     The  net  Tot_, 

railway  operating  income  was  $20,109,342,  which  was  an  increase 

of  527.6  per  cent  over  November  one  year  ago,  when  because  of  The  railroads  to  whom  payments  have  been  made  by  the  Treasury 

the  coal  strike  there  was  a  deficit  of  $4,702,539.  for.   loans   under   Section   210,   and   the   aggregate   amounts   severally 

"For  the  Southern  district,  complete  reports  show  that  the  Hw^tMnJlnrtan»T>AUaWHc*By*lC^.:  $       20000000 

operating  revenues  were  $86,759,185,  or  an  increase  of  271  per  Baltimore  &  Ohio  u.  R.  Co 3,000.000.00 

cent  over  those  for  one  year  ago,  while  total  operating  expenses  l*«»>eror  &  Aroostw*  R.  I'-  Co 

were  $77,328,213,  which  was  an  increase  of  22.6   per  cent  over  Buffalo   RochSter  & " Pittsburgh  Ky  '  Co' ". 

the  same  month  in  1919.    The  net  railway  operating  income  was  Carolina,  Ciinchrield  &  Ohio  Ry 3,000.000.00 

$6,879,612,  which  was  an  increase  of  150.3  per  cent  over  that  for  Central  New  England  Ry.  Co. 

Vnvprnhor    last    vopr  Chicago  Great  Western  R.   R.  Co • 2,445.373.00 

Chicago,  Indianapolis  &  Louisville  Ry.  Co 200.000.00 

Complete  reports,  except  for  the  Duluth,  Winnipeg  and  Pa-  Chicago,  Milwaukee  &  St.  1'aul  Ry.  Co 25.340.ooo.oo 

cific  Railroad,  show  that  in  the  Western  district  the  total  operat-  Chicago,  Rock  island  &  Pacific  Ry.  Co 9.862,000.00 

ing  revenues  in  November  were  $232,513,894,  or  an  increase  of  i^rf  R   (X         " 

6  per  cent  over  those  for  the  same  month  the  previous  year,  Kort  Smith  &  Western  R.  R.  Co..  Receiver  of  the 

while  total  operating  expenses  were  $190,107  755  or  an  increase  of  Great  Northern  Ry.  Co 17.910.000.00 

.3  per  cent  over  those  for  one  year  ago.    The  net  operating  in-  nnnoi^Centrai  ROIRhec?.R.  4  "o'ooo'o 

come  totaled  $30,752,983,  which  was  an  increase  of  32.1  per  cent  Kansas  City,  Mexico  &  Orient  R.  R.  Co.,  Receiver  of  the     zisooiooo.OO 

compared  with  November,  1919"  Maine  Central  R.  R.  Co i,6S3,ooo.oo 

Missouri  Pacific  R.  R.  Co 8.871.760.00 

-  .  New  York  Central  R.  R.  Co 26.775,000.00 

Q  A  VQ     P  A  HP'P'Q     QtmTTT  F\    /T\    TJTfTTti'n  New  York,  New  Haven  &  Hartford  R.  R.  Co 6.730,000.00 

D.TY  I D     IVA  1  JliD    DI1UU.LJ.U    \jr\J    JlHaXlH/rC  Northern  Pacific  Ry.  Co 6.000,000.00 

TI.  T..a     117    u   nr    ,  •     .  Pennsylvania   R.    R.    Co 6.780.000.00 

The  Traffic  World  Washmgton  Bureau  Rutland  R.  R.  Co tl, « 

The  correspondence  between  Chairman  Clark  of  the  Com-  ^\^,,e  A^iAne^Rv^'co0'" 

mission  and  Senator  Harris  of  Georgia  relative  to  the  present  Trans-Mississippi  Terminal 'R'.'R'.' Co!'.:  UMoloM 

level  of  freight  and  passenger  rates  (see  Traffic  World   January  Terminal  R.  R.  Co.  of  St.  Louis 

1,  P.  29)   has  resulted  in  a  number  of  letters  being  written  to  $2£j|£  ced«%ails '&  Northern  'RV  "GO' 

the  Commission,  most  of  which  protest  against  existing  charges.  Western  Maryland  Ry.  Co.  . . . ?.'.  . 

N.  K.  Smith,  president  of  the  Golden  Rule  Case  Stores  of  Wheeling  &  Lake  Erie  Ry.  Co 1.400.000.00 

Milledgeville,  Ga.,  however,  declared  in  a  letter  to  the  Commis-  Tntn, 

sion  that  "freight  and  passenger  rates  are,  if  anything,  too  low 

yet,"  and  that  "if  freight  were  hauled  free  now  there  would  be  ,    Following   the   announcement   by    the   Treasury   Department 

no  more  tonnage."    His  letter  follows:  of  the  actual  amounts  paid  to  railroads  under  the  transportation 

"I  note  that  the  Georgia  Senator  Harris  is  In  favor  of  low-  act,  the  Commission,  January  11,  issued  a  statement  showing 

ering  freight  rates.    I  beg  to  state  he  is  in  error.    Freight  and  that,  as  of  December  31,  1920,  it  had  approved  loans  to  carriers 

passenger  rates  are,  if  anything,  too  low  yet.    The  freight  rates  aggregating  $205,721,357.    The  Treasury  Department  stated  that, 

do  not  now  affect  the  price  of  goods  hardly  to  any  perceptible  as  of  January  8,  It  had  paid  a  total  of  $166,445,937  in  loans  to 

degree.    And  passenger  rates   are  not  high  enough  to  retard  carriers,  so  that  It  has  pending  before  It  for  payment  certified 

travel   at   all.    In   fact,  the   higher   rates  will  have  a  healthy  loans  amounting  to  $39.275,420. 
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The  Commission  said  additional  loans  aggregating  $51,653,- 
594  may  be  made  on  pending  applications  and  that  if  those  loans 
are  approved  there  will  remain  $2,625,049  of  the  $260,000,000  of 
the  $300,000,000  revolving  fund  which  was  set  aside  for  loans. 
The  Commission's  statement  follows: 

"Following  is  the  status  of  the  revolving  fund  created  by 
Section  210  of  the  transportation  act,  1920,  for  the  purpose  of  en- 
abling the  rail  carriers  of  the  country  properly  to  serve  the 
public  during  the  transition  period  immediately  following  the 
termination  of  federal  control.  The  total  amount  of  the  re- 
volving fund  is  $300,000,000,  of  which  $40,000,000  has  been  re- 
served temporarily  to  meet  claims  and  judgments  arising  out  of 
operations  during  the  period  of  federal  control  as  provided  in 
Section  206  of  the  transportation  act,  1920— leaving  $260,000,000 
available  for  loans  to  the  carriers. 

"The  total  of  loans  approved,  as  of  December  31,  1920,  is 
$205,721,357,  for  the  following  purposes: 

To    aid    in    meeting    maturing    indebtedness $86,173,750 

To   aid    In    the    acquisition    of    equipment 41, 380,8 ifl 

To   aid    in    making    additions    and    betterments    to    existing 

equipment     .' 17,291,204 

To  aid  in  making  additions  and  betterments  to  way  and 
structures  to  promote  the  movement  of  freight-train 
rars  . . 60,870, 443 

"Additional  loans  aggregating  $51,653,594  may  be  made  on 
pending  applications.  This  will  leave  $2,625,049  of  the  revolving 
fund  available  for  additional  loans.  There  will  be  credits  to  the 
revolving  fund,  during  the  transition  period,  of  interest  and  re- 
payment of  principal  with  respect  to  loans  heretofore  made, 
which  credits  will  be  available  for  still  further  loans." 

Total  payments  by  the  Treasury  Department  to  railroads 
under  the  terms  of  the  transportation  act  amounted  to  $432,685,- 
688.49  at  the  close  of  business  January  11,  according  to  a  state- 
ment issued  by  the  department  January  12.  The  statement 
showed  that  the  loan  of  $5,200,000  recently  granted  to  the  Na- 
tional Railway  Service  Corporation  by  the  Commission  had  been 
paid.  Payments  under  section  209  for  advances  to  make  good 
the  guaranty  were  given  as  $260,416,874  as  of  close  of  business 
January  11,  a  slight  increase  over  the  total  given  in  the  state- 
ment issued  January  10. 


PARTIAL  PAYMENTS  OF  GUARANTY 

The  Traffic   World   Washington  Bureau 

Provision  for  partial  payments  to  railroads  of  amounts  due 
them  for  reimbursement  of  deficits  incurred  in  the  period  of 
federal  control  and  for  amounts  due  them  as  guaranty  for  the 
six  months  following  the  termination  of  federal  control  is  made 
in  the  bill  (H.  R.  15551)  introduced  by  Representative  Winslow 
of  Massachusetts.  The  purpose  of  the  bill  is  to  amend  and  re- 
enact  subdivision  (g)  of  section  204,  and  subdivision  (g)  of 
section  209  of  the  transportation  act.  In  each  instance  the  ma- 
lerial  change  is  that  the  Secretary  of  the  Treasury  is  directed 
to  draw  warrants  on  certificates  of  the  Commission  "whether 
such  amount  is  in  final  settlement  or  in  partial  payment." 

The  House  committee  on  interstate  and  foreign  commerce, 
to  which  the  bill  was  referred,  sent  the  bill  to  the  Interstate 
Commerce  Commission,  January  8,  for  a  report  thereon. 

Amendment  of  the  law  as  proposed  in  the  bill  is  being 
urged  by  the  railroad  executives  to  give  relief  from  the  situation 
growing  out  of  the  refusal  of  the  Secretary  of  the  Treasury  to 
draw  warrants  for  carriers  on  certificates  of  the  Commission 
directing  payments  of  amounts  due  under  the  guaranty  provi- 
sions. The  Commission,  in  its  annual  report,  recommended  that 
the  act  be  amended  so  that  partial  payments  could  be  made 
because  of  the  delay  that  would  be  incurred  if  the  carriers  had 
to  wait  until  a  final,  definite  balance  of  the  amount  due  them 
in  full  settlement  were  determined.  Quicker  relief,  it  is  be- 
lieved, will  be  obtained  by  the  carriers  through  action  by  Con- 
gress than  by  court  act.  An  appeal  lias  been  taken  from  the 
decision  of  the  Supreme  Court  of  the  District  of  Columbia  sus- 
taining the  Secretary  of  the  Treasury,  but  it  is  not  probable 
that  a  final  decision  will  be  obtained  for  some  time. 

The  bill  introduced  by  Representative  Winslow  follows: 

,,l£d  L1,  c,nactc.d  to  tj>e  Senate  and  House  of  Representatives  of  the 

States  of  America  In  Congress  assembled.  That  subdivision  <•*) 

i  H    th*e  Transportation  Act.   1920.   be,   and  the  same   is 

nerel>>.  am.-nded  and  reenacted  so  as  to  read  as  follows- 


sown    n  such  certifi- 

•atcs  a»  payable  thereto.  It  being  the  true  intent  and  meaning  hereof 
t   whenever    and  as  often  as,  the  Commission  shal    cert  if  v  to  the 
TrTf!lry,run  amount  payable  heraSSdw  to  aaTcS? 


to  pay  such  warrants  is  hereby  appropriated  out  of  any  money  in  the 
Treasury  not  otherwise  appropriated. 

"In  ascertaining  the  several  amounts  payable  hereunder,  the  Pom- 
mission  is  further  authorized,  in  the  case  of  debits  and  credits  to  rail- 
way operating  income,  which  can  not  at  the  time  be  definitely  deter- 
mined, to  make,  whenever  in  its  judgment  practicable,  a  reasonable 
estimate  of  the  net  effect  of  any  such  items,  and,  when  agreed  to  by 
the  carrier  interested,  to  use  such  estimate  as  a  definitely  ascertained 
amount  in  certifying  the  amounts  payable  hereunder,  and  such  esti- 
mates, so  agreed  to,  shall  be  binding  in  final  settlement." 

Sec.  2.  That  subdivision  (g)  of  section  209  of  the  Transportation 
Act  1920  is  hereby  amended  and  reenacted  so  as  to  read  as  follows: 

"(B)  The  Commission  .shall,  as  soon  as  practicable  after  the  ex- 
piration of  the  guaranty  period,  ascertain  and  certify  to  the  Secre- 
tary of  the  Treasury  the  .several  amounts  necessary  to  make  good  tin- 
foregoing  guaranty  to  each  carrier.  The  Secretary  of  the  Treasury 
is  hereby  authorized  and  directed  thereupon  to  draw  warrants  in  t';i\oi 
of  each  such  carrier  upon  the  Treasury  of  the  United  States  for  Hit- 
amount  shown  in  such  certificate  as  necessary  to  make  good  such 
guaranty  it  being  the  true  intent  and  meaning  hereof  that  when- 
ever arid  as  often  as,  the  Commission  shall  certify  to  the  Secretary 
ol  the  Treasury  an  amount  as  certainly  due  and  necessary  to  make 
good  the  foregoing  guaranty  to  any  such  carrier,  the  Secretary  of  the 
Treasury  is  hereby  authorized  and  directed,  upon  receipt  of  such  cer- 
tificate, to  draw  a  warrant  in  favor  of  such  carrier  upon  the  Treasury 
of  the  United  States  for  the  amount  shown  in  such  certificate  as  an 
amount  necessary  to  make  good  the  foregoing  guaranty,  whether  such 
amount  is  in  final  settlement  or  irv  partial  payment,  and  the  Comp- 
troller of  the  Treasury  is  hereby  directed  to  countersign  the  same 
forthwith.  The  Secretary  of  the  Treasury  shall  thereupon  deliver  the 
said  warrant  to  such  carrier,  and  the  Treasurer  of  the  United  Stales 
is  hereby  directed  to  pay  the  same,  upon  presentation,  out  of  the 
appropriation  made  therefor  in  this  subdivision.  An  amount  sufficient 
to  pay  such  warrants  is  hereby  appropriated  out  of  any  money  in  the 
Treasury  not  otherwise  appropriated. 

"In  ascertaining  the  several  amounts  necessary  to  make  good  the 
foregoing  guaranty  to  each  carrier  the  Commission  is  further  author- 
ized, in  the  case  of  debits  and  credits  to  railway  operating  income 
which  cannot  at  the  time  be  definitely  determined,  to  make,  whenever 
in  its  judgment  practicable,  a  reasonable  estimate  of  the  net  effect  of 
any  such  items,  and,  when  agreed  to  by  the  carrier  interested,  to  use 
such  estimate  as  a  definitely  ascertained  amount  in  certifying  the 
amounts  due  under  tile  said  srnarpntv  and  such  estimates  sn  agreed 
1<>  shall  be  binding  In  final  settlement." 

Sec.  3.  That  this  act  shall  be  in  force  from  its  i>:iss;m>-. 

Hearing  on  the  Winslow  bill  was  scheduled  before  the 
House  committee  on  interstate  and  foreign  commerce  for  Jan- 
uary 14.  Representatives  of  the  Commission  and  the  carriers 
were  to  be  heard  by  the  committee. 


PARTIAL  PAYMENTS  TO  RAILROADS 

The  directors  of  the  Illinois  Manufacturers'  Association  have 
adopted  the  following  resolutions: 

Whereas,  The  Treasury  of  the  United  States  has  ruled  against 
partial  payments  to  railroads,  which  ruling  has  stopped  payment  of 
overdue  railroad  accounts,  and  held  up  railway  purchases,  creating 
unemployment  and  an  additional  demand  for  credit,  all  of  which  adds 
to  the  present  business  depression. 

And  Whereas,  Congress  can  greatly  assist  re-employment  of  labor 
by  promptly  directly  the  Treasury  Department  to  honor  Interstate 
Commerce  Commission  certificates  for  partial  payments,  which  will 
release  millions  of  dollars,  enabling  the  railroads  to  pay  overdue  sup- 
ply accounts'  and  resume  purchases,  stimulating  general  trade  and 
hastening  the  restoration  of  general  prosperity.  Therefore, 

Resolved,  That  the  Hoard  of  Directors  of  the  Illinois  Manufactur- 
ers' Association,  this  day  assembled,  request  its  members  to  telegraph 
or  write  their  representatives  in  Congress  to  support  H.  R.  iriS'il,  in- 
troduced by  Mr.  Winslow.  and  urge  its  immediate  passage. 


REVENUE  FREIGHT  LOADING 

The   Traffic   World    Washington  Bureau 

Loading  of  revenue  freight  in  the  week  ending  January  1, 
1921,  dropped  to  the  lowest  point,  with  the  exception  of  one 
week  in  April,  1920,  when  the  switchmen's  strikes  were  on, 
reached  during  1920,  according  to  the  weekly  report  of  the  car 
service  division  of  the  American  Railway  Association,  issued 
January  12.  The  total  was  598,905  cars,  as  compared  with  639,- 
275  cars  the  preceding  week.  In  the  corresponding  weeks  of 
1920  and  1919  the  total  number  of  cars  loaded  amounted  to 
745,446  and  612,741,  respectively. 

With  the  exception  of  loadings  of  coke  and  merchandise, 
L.  C.  L.  decreases  were  shown  in  loadings  of  all  commodities,  as 
compared  with  the  corresponding  week  of  1920. 

The  loading  by  districts  in  the  week  ending  January  1.  as 
compared  with  that  in  the  corresponding  week  of  1920,  was  as 
follows : 

Eastern  district:  Grain  and  grain  products,  4,849  and  5,860; 
live  stock,  2,879  and  3,769;  coal,  44,336  and  48,103;  coke,  1,510 
and  3,862;  forest  products,  5,296  and  7,385;  ore,  1,011  and  1,050; 
merchandise,  L.  C.  L.,  34,779  and  28,929;  miscellaneous,  46,791 
and  87,982;  total,  1921,  141,451;  1920,  186,940;  1919,  148,811. 

Allegheny  district:  Grain  and  grain  products,  2,205  and 
2,550;  live  stock,  3,252  and  2,989;  coal,  51,840  and  52,904;  coke, 
5,945  and  3,274;  forest  products,  2,930  and  3,771;  ore,  2,333 
and  1,561;  merchandise,  L.  C.  L.,  28,542  and  34,052;  miscella- 
neous, 40,664  and  50,085;  total,  1921,  137,711;  1920,  151,186;  1919, 
145,209. 

Pocahontas  district:  Grain  and  grain  products,  78  and  114; 
live  stock,  85  and  78;  coal,  17,857  and  23,050;  coke,  361  and 
forest  products,  1,259  and  1,447;  ore,  29  and  236;  mer- 
chandise, L.  C.  L.,  1,875  and  130;  miscellaneous,  4,144  and  6,976; 
total,  1921,  25,688;  1920,  32,641;  1919,  24,764. 

Southern  district:  Grain  and  grain  products  2,388  and  3,105; 
live  stock,  1,812  and  2.853;  coal,  24,299  and  30,734;  coke,  724 
and  131;  forest  products,  9,736  and  15,930;  ore,  1,759  and  2,302; 
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merchandise.  L.  C.  L.,  26,916  and  16,864;  miscellaneous,  22,646 
ami  16,945;  total,  1921.  90,180;  1920.  118,864;  1919.  86,465. 

Northwestern  district:  Grain  and  grain  products,  8,187  and 
11,766;  live  stock,  6,682  and  9,729;  coal,  6,416  and  12.653;  coke. 
l.L'72  and  936;  forest  products,  6,628  and  10,742;  ore,  1.090  and 
l.i::;ii;  merchandise,  L.  C.  L.,  18,516  and  15.871;  miscellaneous 
1C. 778  and  31,311;  total,  1921,  65,469;  1920.  94,234;  1919,  84,021. 

(Vntnil  Western  district:  Grain  and  grain  products.  9,157 
and  9,565;  live  stock,  7,626  and  10,851;  coal,  20,910  and  24,083; 
coke.  252  and  375;  forest  products,  2,155  and  3,781;  ore,  1,701 
and  2,308;  merchandise,  L.  C.  L..  21,525  and  19,281;  miscella- 
neous, 26,796  and  38,756;  total,  1921,  90,122;  1920,  109,000-  1919 
14,289. 

Southwestern  district:  Grain  and  grain  products,  3.234  and 
::.i;i7:  live  stock,  1,614  and  2,128;  coal.  4.566  and  7,257;  coke, 
IM:  and  473;  forest  products.  4,731  and  4,932;  ore,  417  and  548; 
Merchandise.  L.  C.  L.,  12,504  and  11,160;  miscellaneous,  20,732 
and  22,436;  total.  1921,  48,284;  1920,  52,581;  1919  39,362. 

Total  all  roads:  Grain  and  grain  products,  30,098  and  36, 
597;  live  stock,  23,950  and  32,397;  coal,  170,224  and  198,784; 
coke,  10,550  and  9,661;  forest  products,  32,635  and  47,988;  ore, 
8,340  and  9,241;  Merchandise,  L.  C.  L,.,  144,657  and  126,287;  mis- 
cellaneous, 178,451  and  284,491;  total,  1921,  598,905;  1920,  745,- 
446;  1919,  612,741. 


REVENUE  TRAFFIC  SUMMARY 

The  Traffic   World   Washington  Bureau 

A  revenue  traffic  summary  compiled  by  the  bureau  of  sta- 
tistics of  the  Commission  from  reports  of  large  steam  roads  for 
September  and  the  nine  months  ending  with  September  shows 
that  in  the  nine-months  period  1.652,801,662  revenue  tons,  In- 
cluding tons  from  connecting  carriers,  were  carried  as  compared 
with  1,492,145,456  revenue  tons  in  the  same  period  of  1919. 
Revenue  tons  carried  one  mile  aggregated  303,977,847,000  as 
against  265,346,578,000  in  the  first  nine  months  of  1919.  Freight 
revenue  totaled  $3,004,891,183  as  against  $2,563,955,645  in  the 
same  period  of  1919.  The  average  miles  per  revenue  ton  per 
railroad  amounted  to  183.92  as  against  177.83  in  1919,  and  the 
revenue  per  ton  mile  was  9.89  mills  as  against  9.66  mills  in 
1919.  The  average  number  of  miles  of  road  operated  was  233,- 
210  as  against  232,317  in  1919. 

The  number  of  revenue  passengers  carried  in  the  nine- 
months  period  was  937,906,459  as  against  878,224,644  in  1919; 
revenue  passengers  carried  one  mile  aggregated  35,442,356,000 
as  against  35,012,705,000  in  1919;  passenger  revenue  totaled 
$946,887,537  as  against  $882,659,371  in  1919.  The  average  miles 
per  revenue  passenger  per  railroad  amounted  to  37.79  as  against 
39.87  in  1919;  the  revenue  per  passenger  per  railroad  amounted 
to  $1.010  as  against  $1.005  in  1919,  and  the  revenue  per  revenue 
passenger-mile  was  2.672  cents  as  against  2.521  cents  in  1919. 

For  September  the  report  shows  that  the  revenue  tons, 
including  tons  from  connecting  carriers,  amounted  to  203,913,- 
791  as  compared  with  207,570,311  in  September,  1919,  while 
revenue  tons  carried  one  mile  totaled  37,940,516,000  as  against 
35,978,349,000  in  September,  1919;  the  average  miles  per  rev- 
enue ton  per  railroad  amounted  to  186.06  as  against  173.38  in 
1919. 

The  revenue  per  ton-mile  was  11.51  mills  as  against  9.58 
mills  in  September,  1919. 

Revenue  passengers  carried  amounted  to  104,351,950  as 
against  103,204,614  in  1919;  revenue  passengers  carried  one  mile 
amounted  to  4,294,116,000  as  against  4,318,466,000  in  1919;  pas- 
senger revenue  amounted  to  $128,426,056  as  against  $109,666.984 
in  1919;  the  average  miles  per  revenue  passenger  per  railroad 
amounted  to  41.15  as  against  41.84  In  1919;  the  revenue  per 
passenger  per  railroad  was  $1.231  as  against  $1.063  in  1919,  and 
the  revenue  per  passenger  mile  was  2,991  cents  compared  with 
2.540  cents. 


LIMA  OPPOSES  REDUCTIONS 

According  to  a  bulletin  put  out  by  the  executives  of  railroads 
In  Official  and  Southern  Classification  territories,  from  their  of- 
fice in  New  York,  the  Lima  (0.)  Manufacturers'  Association  has 
protested  to  the  Public  Utilities  Commission  of  Ohio  against  a 
proposal  to  reduce  rates  on  coal  and  suspend  minor  Increases  In 
such  rates.  The  Lima  association  sent  the  following  message  to 
the  regulating  body  at  Columbus: 

The  Lima  Manufacturers'  Association,  representing  over  90  per 
cent  of  the  commercial  and  Industrial  Interests  of  I,ima,  to-day 
passed  resolution  urging  commission  to  postpone  action  In  order 
that  railroads  may  be  given  opportunity  to  get  on  their  feet. 

In  a  letter  confirming  this  telegram  the  Lima  Manufacturers' 
Association  said: 

"Our  position  Is  that  the  increased  freight  rates,  having 
been  passed  upon  by  the  Interstate  Commerce  Commission,  after 
'!ue  investigation,  represent  the  minimum  rates  under  which  the 
railroads  can  be  expected  to  thrive.  If  the  time  comes,  as  it 
undoubtedly  may,  when  these  rates  are  too  high,  the  Interstate 
Commerce  Commission  and  other  similar  agencies  can  be  de- 
pended upon  to  take  the  necessary  action. 


"Wi  U-II.-M-.  however,  that  the  Important  thing  now  IK  to 
insure  railroads  being  allowed  adequate  rates,  which  will  enable 
t Mem  to  rehabilitate  their  broken  down  property,  maintain  their 
present  equipment,  purchase  the  necessary  new  epulpment  and 
make  such  additional  Improvements  as  may  be  neceimary  and 
which  have  been  postponed  since  the  beginning  of  the  war. 

"Ohio  is  an  industrial  state  and  what  Is  overwhelmingly 
the  sentiment  in  an  industrial  community  like  Lima  would,  we 
believe,  be  approved  by  the  state  generally  If  other  communities 
were  given  opportunity  to  voice  their  sentiments.  Usually  In 
cases  of  this  kind  those  who  protest,  although  in  the  minority, 
have  representation,  while  others,  either  from  lack  of  volition 
or  lack  of  information,  are  not  heard  from." 


OCTOBER  OPERATING  STATISTICS 

The  Traffic   World   Washington  Bureau 

The  Commission  January  11  issued  a  final  revised  summary 
of  operating  statistics  for  October  and  for  the  ten  months  end- 
ing with  that  month.  The  final  summary  differs  fractionally 
from  the  one  issued  before  the  figures  were  ready  for  final  re- 
vision. 

In  October  the  net  revenue  ton  miles  increased  from  the 
corresponding  month  of  1919  from  40,361,000,000  to  42,252,000,- 
000,  an  increase  of  4.7  per  cent.  The  net  ton  miles  per  freight 
train  mile  increased  from  753  to  756;  the  car  miles  per  car  day 
from  27.3  to  28. C  and  the  net  ton  miles  per  loaded  car  mile  from 
28.2  to  30. 

In  the  ten  months  the  increase  in  net  ton  miles  in  October, 
1920,  over  the  corresponding  months  of  1919  was  from  327,839.- 
000,000  to  374,366,000,000,  or  14.2  per  cent;  an  increase  in  the 
net  ton  miles  per  freight  train  mile  from  728  to  735;  an  increase 
in  the  car  miles  per  car  day  from  22.8  to  24.5  and  an  increase  in 
the  net  ton  miles  per  loaded  car  mile  from  28.3  to  28.9. 


CAR  SHORTAGE  FIGURES 
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The  car  surplusage  continued  to  increase  while  the  car 
shortage  dropped  to  almost  a  negligible  quantity  in  the  week 
ending  December  31,  according  to  compilations  completed  Janu- 
ary 8  by  the  car  service  division  of  the  American  Railway  Asso- 
ciation. The  average  number  of  car  surplusages  for  the  week 
was  197,733  cars,  while  the  shortage  was  only  3,808  cars,  over 
2,000  of  which  were  coal  cars. 

The  surplusages  were  made  up  by  the  following  classes  of 
equipment:  Box,  147,487;  ventilated  box,  1,289;  auto  and  furni- 
ture, 6.999;  flat,  6,116;  gondolas,  10,040;  ho-ner,  3,027;  all  coal 
(gcndolas  and  hopper),  13,067;  coke,  220;  S.  D.  stock,  12,257; 
D.  D.  stock,  2,453;  refrigerators,  6,647,  and  miscellaneous,  1,198. 

The  shortage  by  classes  of  equipment  was  as  follows:  Box. 
731;  ventilated  box,  3;  auto  and  furniture,  2;  flat,  531;  gondolas, 
1,669;  hopper,  490;  total  all  coal  (gondolas  and  hopper),  2,159: 
S.  D.  stock,  157;  D.  D.  stock,  105;  refrigerator,  52;  tank,  50,  and 
miscellaneous,  18. 


REPARATION  ARGUMENT 

The  Traffic   World   Washington  Bureau 

In  what  he  calls  a  supplemental  petition  for  rehearing  in 
Xo.  10405,  Southport  Mills,  Ltd.,  vs.  Director-General  et  al.,  John 
F.  Flnerty,  counsel  for  the  Director-General  of  Railroads,  has 
made  an  argument  intended  to  convince  the  Commission  that 
it  should  recede  from  Its  order  of  reparation  in  all  that  line  of 
cases  created  by  the  collection  of  higher  rates  on  palm  kernel, 
copra,  sesame,  and  soya  bean  oil  than  were  imposed  on  cotton- 
seed oil  and  cottonseed  products.  His  fundamental  theory  is 
that  the  Director-General  made  a  mistake  when  he  reduced  the 
rates  on  palm  kernel,  sesame,  copra,  and  soya  bean  oil.  It  is 
Finerty's  idea  that  the  Director-General  should  have  raised  what 
he  calls  the  depressed  rates  on  cottonseed  oil  and  cottonseed 
products,  rather  than  reduce  the  others. 

Finerty  divided  his  argument  into  two  major  parts.  In  the 
first  he  said  that  the  record  in  the  Southport  Mills  case  was 
silent  as  to  the  grounds  on  which  the  Director-General  reduced 
the  copra  and  palm  kernel  products  rates  to  the  cottonseed 
product  basis,  instead  of  increasing  the  depressed  rates  to  a 
normal  basis.  He  Insisted  the  Director-General  should  have  an 
opportunity  to  inform  the  Commission  as  to  the  reasons  for 
such  a  reduction,  assuming  that  the  Commission  deems  such 
reason  relevant  to  the  determination  of  reasonable  maximum 
rates  on  the  commodities  In  issue.  Finerty  says  the  failure  of 
the  Director-General  to  furnish  this  information  at  the  original 
hearing  on  March  25,  1919,  was  due  to  the  extreme  occupation 
of  Mr.  Chambers  and  his  immediate  assistants  with  the  public 
business.  He  said  that,  if  afforded  such  an  opportunity  to  give 
reasons,  Director-General  Payne  believed  that  testimony  could 
be  presented  which  would  negative  any  Implication  that  the 
lower  cottonseed  rates  were  reasonable  maxima. 

The  second  part  of  the  argument  says  the  principle  gov- 
erning the  Commission  in  awarding  reparation  under  the  Dar- 
nell-Taenzer  case  (245  U.  S.,  531)  and  the  International  Coal 
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e  (230  U  S.,  184)  Is  plain  and  simple.  As  enunciated  by  Mr. 
mer  y  It  Is  that  the  Commission  must  determine  whether  or 
MttS  rate  charged  was  more  than  a  reasonable  maximum 
rate  If  it  was  not.  the  Commission  must  determine  whether 
damage  has  been  proved  by  reason  of  the  charging  of  a  lower 
rate  on  another  commodity.  If  neither  unreasonableness  nor 
damage  is  established,  the  Commission  must  deny  repara  on. 
If  either  is  established,  the  Commission  must  award  reparation. 

-Since  it  is  conclusively  demonstrated  that  not  only  was  the 
cottonseed  products  basis  a  subnormal  basis  "  said  Mr.  Finerty, 
"but  that  the  rates  charged  on  the  copra  and  palm  kernel  prod- 
ucts were  themselves  less  than  reasonable  maximum  rates,  ti 
Commission  could  not  award  reparation  in  this  case  in L  the  ab- 
Bence  of  proof  of  damage,  even  if  it  appeared  that  the  Directoi- 
(ieneral  had  reduced  the  latter  rates  to  the  cottonseed  basis 
under  the  mistaken  impression  (which  it  can  be  proved  he  did 
not  entertain)  that  the  cottonseed  rates  were  reasonable  maxi- 
mum rates  either  for  cottonseed  products  or  for  copra  or  palm 
kernel  products.  To  award  reparation  here  in  the  absence  ( 
proof  of  damage  would  simply  amount  to  penalizing  the  Director- 
General  on  the  assumption  of  a  mistake  of  which  it  can  t 
proved  he  was  never  guilty,  and  a  mistake  which,  even  if  estab- 
lished would  not  warrant  this  Commission  in  imposing  repara- 
tion as  a  penalty,  as  distinguished  from  awarding  it  as  compen- 
sation for  damage." 

Mr  Finerty  is  making  this  effort  to  prevent  the  payment  ot 
hundreds  of  thousands  of  dollars  in  reparation,  notwithstanding 
the  fact  that  four  of  the  carriers  (the  Rock  Island,  the  Kansas 
City  Southern,  the  New  Orleans,  Texas  &  Mexico,  and  the  Tex- 
arkana  &  Fort  Smith)  have  paid  the  awards.  The  Illinois  Cen- 
tral and  the  Missouri  Pacific  have  refused  to  comply  with  the 
Commission's  award.  They  are  joined  with  the  Director-General 
in  resisting  the  award.  Mr.  Finerty  said  the  Director-General 
deemed  itr  not  improper  to  say  that  the  two  companies  that  are, 
with  him,  resisting  the  award  in  this  case,  are  doing  so  in  spite 
of  the  definite  prospect  "of  serious  traffic  disadvantage  to  them- 
selves by  reason  of  so  doing."  The  implication  from  the  quoted 
language  is  that  the  big  shippers  who  obtained  awards  of  repa- 
ration in  these  cases  are  withholding  or  threatening  to  with- 
hold traffic  from  the  Illinois  Central  and  Missouri  Pacific  be- 
cause they  are  declining  to  honor  the  Commission's  award  of 
reparation. 

"In  conclusion,"  said  Mr.  Finerty,  "the  Director-General 
most  respectfully  urges  upon  this  Commission  the  tremendous 
importance  to  the  government  of  this  case.  Not  only  are  several 
hundred  thousand  dollars  of  reparation  involved  in  this  case 
iself,  and  in  its  immediately  related  cases,  but  even  larger 
amounts  are  involved  in  the  application  of  this  principle  to 
similar  commodities,  such  as  soya  bean,  sesame  oil,  and  the  like, 
which  moved  in  tremendous  volume  during  the  war  period. 
Great,  however,  as  is  the  amount  of  reparation  on  these  and 
related  commodities,  it  is  insignificant  in  comparison  with  the 
millions  of  dollars  of  reparation  which  will  be  involved  if  the 
Commission  awards  reparation  against  the  government  because 
the  government,  mistakenly  or  otherwise,  removed  discrimina- 
tions originating  or  surviving  from  the  period  of  federal  control 
by  reducing  some  rates  where  It  might  well  have  increased 
them.  The  Director-General  most  respectfully  insists  that,  how- 
over  mistaken  the  action  of  the  Director-General  may  have  been 
in  this  respect,  the  Commission  should  not  increase  the  burden 
of  that  mistake  upon  the  government  and  upon  the  public,  who 
must  meet  that  burden  by  direct  taxation,  unless  such  mistakes 
resulted  in  the  charging  of  more  than  reasonable  maximum 
rates  which  again  would  be  contrary  to  the  hypothesis  upon 
which  a  mistake  is  assumed  to  have  been  made,  or  unless  a 
siven  shipper  was  actually  damaged  by  reason  of  lower  rates  on 
competitive  commodities." 

Mr.  Finerty  has  also  filed  a  supplemental  petition  for  re- 
hearing in  NOB.  10599  and  10600,  Procter  &  Gamble  Co.  vs.  Di- 
rector-General, as  agent,  et  al.  His  petition  is  joined  by  the 
Southern  Railway  Co.  Specifically  they  ask  that  the  award  of 
reparation  in  those  dockets  be  set  aside  because,  In  No.  10405, 
Southport  Mills,  Ltd..  vs.  Director-General  et  al.,  the  Commis- 
sion has  entered  an  order  of  reopening.  The  finding  in  these 
cases,  Finerty  says,  having  been  made  on  the  authority  of  the 
decision  In  the  Southport  Mills  case.  It  follows  that  they  should 
also  be  reopened. 

FILING  LOSS  AND  DAMAGE  CLAIMS 

In  a  circular  to  members  the  National  Industrial  Traffic 
League  gays: 

"At  a  recent   Joint   conference  held   between   the   freight 
claims  committee  of  the  National  Industrial  Traffic  League  and 
the  freight  claim  division  of  the  American  Railway  Association, 
at  Chicago,  several  suggestions  were  offered  bearing  on  the  gen- 
subject  of  filing  of  loss  and  damage  claims.    It  was  felt 
ipedlent  to  bring  these  suggestions  to  the  attention  of  mem- 
the  League  for  their  information  and  guidance    an  In 
the  Interest  of  cooperating  with  the  freight  claim  departments 
the  carriers,  tp  the  end  that  the  adjustment  of  claims  might 
«•  expedited. 

"»•  »B.  «l«n  .moated  that  »artnup  chamber*  of  ornnmorpp 


and  commercial  organizations  bring  these  suggestions   to  the 
attention  of  their  individual  members. 

"It  developed  at  the  conference  that,  In  filing  loss  and  dam- 
age claims,  a  great  many  claimants   fail  to  properly   support 
their  claims,  and  frequently  omit  some  detail  that  is  essential 
to  make  the  file  complete  so  as  to  enable  the  claim  agent 
handle  the  claim  promptly. 

"To  obviate  this,  claimants  are  urged  to  use  the  stand 
forms  for  overcharge,  loss  and  damage,  and  so-called  concealei 
loss  and  damage  claims,  which  forms  have  been  approved  by 
the  freight  claim  division  of  the  American  Railway  Association 
and  by  the  National  Industrial  Traffic  League  and  tentatively 
endorsed   by   the   Interstate   Commerce   Commission.     If   all   of 
the  information  called  for  in  these  blanks  is  furnished  by  t 
claimant,  freight  claim  agents  will  be  in  position  to  expedite 
adjustment  of  the  claims.    All  shippers  and  receivers  of  freight 
who  have  occasion  to  file  claims  are  urged  to  give  this  matter 
careful  attention. 

Regulations  Covering  the  Inspection  of  Freight  Before  or  After 

Delivery  to  Consignee  and  Adjustment  of  Claims 

for   Loss  or   Damage  Thereon 

"The  above  captional  rules  and  regulations,  which  were 
endorsed  by  The  National  Industrial  Traffic  League  and  by  the 
American  Railway  Association,  were  reproduced  in  League  cir- 
cular 296.  The  American  Railway  Association  circularized  its 
members  October  27,  1920,  inviting  attention  to  the  fact  that 
the  rules  and  regulations  should  go  into  effect  at  once.  It  i 
understood  that  claim  agents  are  now  handling  and  adjusting 
claims  on  the  basis  provided  in  the  rules  above  mentioned. 

"Attention  was  invited  to  the  fact  that  frequently  shippers 
allow  their  claim  records  to  remain  open  and  that  they  period- 
ically write  the  carriers  asking  them  to  advise  the  disposition 
of  the  claims  referred  to  in  the  list.  This  requires  the  carriers 
to  spend  considerable  time  in  looking  through  records  two  and 
three  years  old,  only  to  find  that,  in  many  instances,  the  claims 
have  been  paid  or  were  withdrawn  by  the  claimant.  The  sug- 
gestion was  offered  that  a  large  amount  of  this  unnecessary 
work  might  be  eliminated  if  claimants  exercised  greater  care 
in  keeping  their  own  claim  records  corrected. 

"Frequently  claims  are  filed  with  freight  claim  agents  with- 
out showing  how  the  claimant  arrived  at  the  amount  of  his 
loss.  This  is  particularly  true  of  claims  covering  perishable 
freight,  and  freight  which  has  become  broken,  necessitating 
repairs,  etc. 

"It  is  recommended  to  members  of  the  League,  and  ship- 
pers in  general,  that  the  street  address  of  fhe  consignee  be 
shown  upon  the  bill  of  lading  when  freight  is  consigned  to  the 
larger  cities,  and  in  case  of  less-than-carload  shipments,  that 
the  street  address  of  the  consignee  be  shown  upon  the  package 
as  well  as  upon  the  bill  of  lading. 

"There  seems  to  be  considerable  difference  of  opinion  as 
to  what  should  be  considered  a  proper  notice  of  intention  to 
file  a  claim  in  connection  with  shipments  which  are  being  traced 
and  are  lost  in  transit.  It  was  suggested  that  when  it  is  quite 
evident  that  a  shipment  which  is  being  traced  has  been  lost, 
the  freight  claim  agent  should  be  notified  that  the  shipment 
has  not  been  delivered  and  that  it  is  the  intention  to  file  a 
claim  pending  further  investigation  through  the  tracing  depart- 
ments of  the  carriers.  In  informing  the  freight  claim  agent  of 
the  intention  to  file  claim,  complete  reference  should  be  given 
to  the  shipment  in  question  to  enable  the  carrier  to  identify  it." 

LOAN  TO  B.  &  A. 
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SILK  CLASSIFICATION  CASE 

Kdiior  The  Traffic  World: 

As  representative  of  the  Viscose  Company  in  the  case  be- 
ilic  various  courts  as  the  result  of  cancellation  of  the  de- 
scriptions and  ratings  on  artificial  silk,  I  am  naturally  interested 
in  recent  articles  appearing  in  your  issues  and  particularly  that 
in'  January  8,  page  57,  under  the  caption  "the  Commission  is 
i  lit-  place  to  go." 

It  appears  that  there  is  some  misunderstanding  as  to  the 
proceedings  in  this  case  and  our  object  in  originally  securing  an 
injunction  through  the  district  court.  You  are,  no  doubt,  aware 
of  the  fact  that  the  powers  of  the  Commission  as  to  the  sus- 
pension of  tariffs  was  held  in  abeyance  at  the  time  this  supple- 
ment to  the  classification  was  issued.  Furthermore,  this  sup- 
plement did  not  reach  this  office  until  February  10,  1920,  and, 
alter  rmleax oring  to  secure  some  action  through  the  Railroad 
Administration  as  well  as  information  from  the  Interstate  Com- 
merce Commission,  our  time  was  limited  and  it  was  impossible 
to  file  a  formal  complaint  with  the  Commission  that  would  stop 
the  operation  of  this  supplement.  In  other  words,  had  we  filed 
a  complaint  with  the  Interstate  Commerce  Commission  on  re- 
ceipt  of  this  supplement,  it  would  not  have  been  empowered  to" 
suspend  the  supplement  and  a  formal  complaint  would  have 
had  only  the  effect  of  granting  a  hearing  at  a  future  date  and 
after  the  time  that  the  supplement  did  actually  go  into  effect, 
which  would  have,  in  turn,  resulted  in  restricting  the  Viscose 
Company  from  shipping  approximately  80  per  cent  of  its  prod- 
uct, or,  in  other  words,  about  $200,000  worth  of  artificial  silk 
daily. 

Therefore,  for  this  reason,  I  am  writing  to  you  with  the 
purpose  of  showing  the  disadvantage  the  Viscose  Company 
would  have  been  placed  in  had  it  filed  a  formal  complaint  with 
the  Commission.  Even  at  this  time,  we  are  not  quite  sure  that 
the  Supreme  Court  has  taken  the  proper  view  of  the  question. 
Justice  Clarke  claims  that  to  exclude  a  commodity  from  all 
classes  is  classification  of  it  in  as  real  a  sense  and  with  as 
definite  effect  as  to  include  it  in  any  one  of  the  usual  classes. 
Justice  Clarke  evidently  overlooks  the  fact  that  the  classes,  as 
interpreted  in  the  classizcation,  relate  only  to  ratings  and  are 
in  connection  with  rates.  To  take  any  commodity  out  of  the 
classification  does  not  place  it  in  a  class  under  the  terms  or 
interpretation  of  the  classification  and,  therefore,  it  is  not  a 
classification  matter,  but  the  rights  of  the  carrier  to  exclude 
the  transportation  of  a  commodity. 

This  may  be  a  technical  point,  but  would,  undoubtedly,  per- 
mit us  to  ask  for  a  reargument  before  the  Supreme  Court,  al- 
though, on  the  other  hand,  the  question  may  be  so  close  that 
it  would  be  advisable  to  follow  their  suggestion  in  filing  a  peti- 
tion with  the  Interstate  Commerce  Commission.  This  is  a  mat- 
ter of  present  deliberation. 

Edward  O.  Taylor,  Industrial  Traffic  Manager. 

Philadelphia,  Jan.   12,   1921. 


RULE  7,  CONSOLIDATED  CLASSIFICATION 

Mr.  A.  L.  Viles, 

Chairman   Classification  Committee, 

The  National  Industrial  Traffic  League: 

Your  attention  is  respectfully  directed  to  rule  7  of  the  Con- 
solidated Classification,  which  originally  provided  that  issuing 
bill  of  lading  for  "S/O"  freight  consigned  to  one  point,  notify 
at  another,  not  permitting  except  under  certain  conditions;  this 
restriction  extended  by  supplement  to  cover  "straight"  consign- 
ments also. 

This  company  has  protested  to  the  railroads,  the  Official 
Hassincation  Committee,  to  the  N.  I.  T.  L.  and  informally  to 
the  Interstate  Commerce  Commission  with  regard  to  extend- 
ing these  restrictions  to  straight  consignments.  The  writer  can- 
not believe  that  the  general  shipping  public  appreciates  what 
this  ruling  means  to  them,  and  is,  therefore,  again  referring 
Hio  matter,  with  request  for  serious  consideration  and  assistance 
in  giving  it  the  proper  publicity  to  our  fellow  members  with 
view  to  cancellation  of  the  objectionable  feature  in  rule  7. 

Many  manufacturers  and  jobbers -load  solid  pool  cars,  con- 
signing to  themselves  or  their  agent,  calling  for  notification  at 
other  point  than  the  billed  destination,  our  company  alone  hav- 
ing a  great  many  such  cars. 

Should  the  railroads  enforce  rule  7,  then  It  would  be  im- 
possible to  bill  these  pool  cars  in  the  above  manner. 


Reply  from  the  Official  Classification  Committee  slated  that 
this  rule  was  given  approval  by  the  Interstate  Commerce  Com 
mission  in  Docket  10204.  They,  therefore,  could  not  recommend 
to  the  carrier  any  change.  Their  reply  to  the  Commission 
stated:  "The  provisions  of  this  rule  have  been  effective  in 
Western  and  Southern  classification  territory  for  a  number  of 
years." 

Reference  to  Interstate  Commerce  Commission  Docket  10204, 
pages  14  and  15,  shows  that  the  Commission's  consideration  of 
this  rule  applied  only  to  "shipper's  order"  consignments.  Ref- 
erence to  Southern  Classification  No.  43  as  in  effect  with  Sup. 
32,  December  29,  1919,  discloses  no  such  rule  whatever  on  even 
"order"  consignments.  Our  Western  Classification  was  de- 
stroyed, but  It  Is  believed  that  rule  therein  referred  to  "order" 
consignments  only. 

We  feel  that  the  matter  should  be  adjusted  without  necessity 
of  formal  complaint  to  the  Commission,  which,  however.  Is  the 
next  step  contemplated  by  us  if  otherwise  unsuccessful. 

Thatcher  Mfg.  Company, 
A.  W.  Stebbings,  Traffic  Manager. 

Elmira,  N.  Y.,  Jan.  10,  1921. 


INCREASED  WAR  TAX  ON  FREIGHT 

Editor  The  Traffic  World: 

On  the  article  written  by  S.  W.  Allender  on  page  1234  (Dec. 
25,  1920)  of  The  Traflic  World,  the  writer  cannot  see  where  the 
3  per  cent  is  advanced.  The  freight  rate  has  certainly  been 
advanced,  but  as  the  tax  does  not  exceed  the  3  per  cent  on  the 
total  charges,  how  can  the  tax  be  increased?  We  will  admit 
we  are  paying  more  freight,  and  the  more  freight  charges  we 
have  to  pay  the  larger  the  tax  would  be,  but  it  does  not  increase 
the  3  per  cent  any.  To  have  this  tax  reduced  the  freight  rate 
must  be  reduced. 

Saginaw  Board  of  Commerce, 
Donald  Macdonald,  Traffic  Manager. 

Saginaw,  Mich.,  Jan.  11,  1921. 

EXPRESS  COMPANY  CLAIMS 

Editor  The  Traffic  World: 

I  have  just  read  with  interest  the  details  of  the  Ellis  plan 
for  realizing  on  Adams  Express  Company  claims,  as  is  suggested 
by  Mr.  Ellis  in  reply  to  my  inquiry  following  his  recent  article 
in  the  Open  Forum  (see  your  issue  of  January  1,  1921). 

The  method  proposed  by  him  seems  to  be  the  only  practical, 
economical,  and  still  entirely  feasible,  plan  that  I  have  yet  seen, 
and  I  may  say  that  the  company  which  I  represent  will  un- 
doubtedly avail  itself  of  the  arrangement  proposed  by  him. 

The  proposal  gains  considerable  weight  from  the  fact  that 
its  author  was  the  originator  of  the  rather  well-known  Decker 
case  (55  I.  C.  C.  453),  in  which  the  Interstate  Commerce  Com- 
mission ruled  that  the  two-year-and-one-day  clause  in  the  uni- 
form bill  of  lading  should  not  exclude  shippers  from  bringing 
suit  on  claims  after  the  expiration  of  such  period. 

C.  M.  Updegraff, 
Attorney  for  Jacob  E.  Decker  &  Sons. 

Mason  City,  la.,  Jan.  8,  1921. 

FREE  TRAFFIC  INSTRUCTION 

Editor  The  Traffic  World: 

Quite  a  discussion  is  in  progress  relative  to  the  merits  and 
demerits  of  theoretical  training  of  traffic  men. 

The  city  of  Milwaukee  by  means  of  its  Central  Continuation 
School  has  inaugurated  a  freight  traffic  department  for  the  pur- 
pose of  providing  a  means  of  enlightenment  to  ambitious  men 
and  women  of  the  Intricacies  of  transportation. 

Naturally  enough,  one  of  the  chief  subjects  dwelt  upon  is  the 
use,  application,  and  Interpretation  of  freight  tariffs. 

From  all  corners  of  the  country  come  complaints  from  ship- 
pers and  others  of  the  Incompetency  of  railroad  clerks  in  general. 
Now,  in  the  makeup  of  our  classes  there  are  enrolled  students 
who  are  employed  by  the  railroads  here  in  various  departments, 
chief  among  which  are  the  local  freight  offices.  As  far  as  it  is 
in  the  means  of  this  school  to  do  so,  these  clerks  are  instructed 
in  the  proper  performance  of  their  duties.  This  without  any  cost 
whatsoever  to  the  railroads  by  whom  they  are  employed,  and  an 
this  is  a  public  Institution,  no  fees  for  Instruction  are  received 
from  students. 

Now.  In  nrder  to  furnish  proper,  np-to-thf-mlnutp  inntrnotlnn 
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it  is  essential  that  the  school  maintain  an  up-to-date  tariff  file. 
In  application  for  freight  tariffs  from  the  various  tariff  bureaus 
the  city  is  compelled  to  pay  for  each  and  every  copy  of  a  freight 
tariff  furnished  this  school.  As  the  tariff  bureaus  are  nothing 
more  than  consolidated  freight  departments  of  the  various  lines, 
it  would  seem  to  be  very  unfair  to  assess  charges  for  its  pub- 
lication when  for  such  use  as  outlined  above. 

Furthermore,  in  classes  containing  as  many  as  twenty  stu- 
dents It  is  obviously  impossible  to  impart  anything  like  reason- 
able Intelligence  and  understanding  from  the  use  of  only  one 
publication  of  each  kind,  and  as  railroads  only  furnish  one  copy 
of  their  tariffs  the  usefulness  of  this  department  is  greatly 
handicapped. 

The  object  of  this  letter  is  to  arouse  interest,  if  possible,  on 
ihf  part  of  the  interested  carriers  and  have  them  furnish  this 
institution  with  such  of  its  publications  as  would  enable  it  to 
carry  on  its  work  with  a  much,  higher  degree  of  efficiency. 

In  the  interests  of  the  traffic  profession  as  well  as  the  effi- 
ciency of  this  institution,  may  I  request  that  this  letter  be 
given  some  publicity  through  your  national  publication,  The 
Traffic  World.  W.  R.  Burghardt, 

Traffic    Instructor,   Central    Continuation    School. 

Milwaukee,  Jan.  12,  1921. 


COAL  CLAIMS 

Editor  The  Traffic  World: 

Referring  to  item  contributed  in  The  Open  Forum  January 
8,  covering  coal  claims,  by  Mr.  Freck  of  the  Acme  Steel  Goods 
Company,  I  believe  that  the  subject  referred  to  is  fully  covered 
in  the  tariffs  in  naming  the  rates  on  the  coal  moving  between 
the  two  different  points  in  which  he  may  be  interested. 

Regarding  the  striking  of  a  fair  average  to  be  held  as  toler- 
ance, it  is  the  opinion  of  many  well  informed  classification  men 
as  well  as  some  members  of  the  Interstate  Commerce  Commis- 
sion that  500  pounds  would  be  a  reasonable  amount.  However, 
some  roads  allow  2  per  cent  tolerance  with  a  minimum  of  1,000 
pounds.  Others  allow  1  per  cent  with  a  minimum  of  500  pounds. 
This  has  been  the  subject  of  much  discussion  for  some  years, 
but  as  yet  no  action  sufficiently  strong  has  ever  been  exerted  in 
an  effort  to  bring  about  uniform  allowance.  We  believe  this  is 
a  subject  which  should  be  handled  by  the  Commission  itself. 

Austin  Machinery  Corporation, 
S.  .1.   Irving,  Assistant  Traffic   Mgr. 

Chicago,  Jan.  12,  1921. 


ELIMINATION  OF  DELAY 

Editor  The  Traffic  World: 

Relative  to  the  matter  of  improvement  in  time  made  by  car- 
riers on  L.  C.  L.  shipments,  I  desire  to  take  this  means  of  bring- 
ing to  your  attention  for  the  general  benefit  of  the  shipping  public 
and  in  order  to  place  due  credit  where  it  belongs  a  matter  of 
efficient  service  given  in  a  particular  instance. 

Shipment  consisting  of  less  carload  shipment  of  furniture 
was  forwarded  December  30  from  Chicago  via  B.  &  O.  R.  R.. 
W  I!  19455  of  December  30  in  B.  &  O.  car  169360  carded  to 
Akron,  O.  This  car  arrived  in  the  Akron,  O.,  yards  January  1, 
was  moved  from  Akron  yards  to  the  B.  &  O.,  Akron,  0.,  freight 
house  for  working  and  which  car  was  worked  on  January  4  and 
the  contents  of  said  car  transferred  into  B.  &  0.  80C08  and  for- 
warded to  Canton,  0.,  January  4,  showing  the  time  en  route  from 
Chicago  to  be  2  days  to  Akron  yards  and  the  total  time  from 
Chicago  to  Canton  6  days,  car  having  reached  Canton,  O.,  on 
January  6  and  the  material  received  by  us  the  same  day. 

I  consider  this  phenomenal  time  on  less  carload  shipment  and 
ray  only  desire  In  placing  this  information  in  your  hands  is  to 
give  the  carriers  credit.  E.  W.  Huberty 

Canton,  O.,  Jan.  11,  1921.  Traffic  Manager. 


CHARGES  ON  SHIPMENTS  TO  CANADA 

Kditor  The  Traffic  World: 

We  would  like  to  ask  through  The  Open  Forum  how  other 
traffic  managers  are  handling  freight  charges  on  Canadian  ship- 
ments. 

Has  anybody  been  successful  in  forwarding  shipments  to 
Canada  with  freight  prepaid  to  the  border  based  on  divisions  for 
percentages  accruing  to  the  carriers  for  the  part  of  transporta- 
tion up  to  the  border? 

Unfortunately,    the    rates    to    our    destinations    are    either 
igh  rates  or  combinations  based  on  St.  Paul  or  Duluth    thus 
.akin*       necessary  either  to  prepay  the  freight  charges  through 
10  Canadian  destinations  or  to  Canadian  border  on  basis  of  car- 
s  earnings  or  percentage  of  rate  up  to  the  border 
\\ouu<l    appreciate    hearing    from  -anyone   either    direct    or 
oufth   the  columns  of  your  paper. 

The  Hoosier  Mfg.  Co., 

».„_  J-  xv  Lake.  Traffic  Manager. 

New  <  astlp.,Ind..  .Ian.  1?,. 


RATES  ON  PERISHABLES 

Editor  The  Traffic  World: 

If  it  is  consistent  and  permissible  for  you  to  publish  in  The. 
Open  Forum  we  request  views  on  the  question  of  the  increased 
rates  now  in  effect  on  perishable  commodities.  It  has  been 
such  a  hardship  to  meet  the  rates  on  cantaloupes  and  vegetables 
from  the  coast  that  the  majority  of  distributors  are  laying  off 
shipping,  and  if  the  same  rates  remain  in  effect  there  will  be 
little  or  no  shipments  of  cantaloupes  or  vegetables  to  any  of 
the  eastern  markets  in  the  future. 

The  attached  letter  of  January  7  to  Mr.  R.  S.  French,  general 
manager  and  secretary  of  the  National  League  of  Commission 
Merchants,  is  self-explanatory. 

This  is  the  first  time  we  have  made  any  complaint,  but  you 
can  see  from  the  statement  which  we  have  prepared  that  our 
complaint  is  justified,  and  we  trust  it  will  not  be  many  days 
before  the  proper  action  is  taken  through  the  Interstate  Com- 
merce Commission. 

Jos.  Gentile   &   Company. 
Per  P.  P.  Forrester,  Traffic  Manager. 

Cincinnati,   0.,  Jan.  10,   1921. 

Dear  Sir: 

We  take  pdeasure  in  acknowledging  receipt  of  your  circular 
of  the  3d  inst.  regarding  reconsignment  and  diversion  rules  to 
become  effective  December  1,  which  tariffs  have  been  suspended 
until  Marcli  31.  We  certainly  would  like  to  see  this  increase 
defeated,  as  the  present  rates  and  extra  charges  on  perishable 
commodities  are  prohibitive  and  it  is  the  consensus  of  opinion 
that  they  should  be  reduced  to  pre-war  basis.  We  do  not  like 
to  criticize  carriers  at  this  period,  as  we  realize  that  they  are 
under  an  enormous  expense,  and  when  the  last  increase  was 
recommended  it  was  our  understanding  that  rates  would  be 
charged  in  accordance  with  the  value  of  the  commodity.  That 
there  would  be  a  regulation  of  the  rates  and  all  commodities 
taxed  per  their  market  value  at  destination. 

As  an  illustration  as  to  how  rates  on  cantalogues  from  Tur- 
lock,  Cal.,  affect  the  distributor,  we  attach  U.  S.  Department  of 
Agriculture,  Bureau  of  Markets,  Daily  Market  Report  for  August 
31,  1920.  We  have  also  prepared  a  statement  showing  what  the 
freight  charges  to  each  market  amounts  to  and  have  taken  the 
average  value  per  crate  for  the  melons  and  show,  by  this  state- 
ment, the  amount  that  shippers  would  receive  in  return  for  their 
car.  A  careful  perusal  of  this  statement  will  show  out  of  four- 
teen cars  shipped  to  the  fourteen  different  markets  the  shipper 
would  receive  a  total  of  $317.61  on  four  cars,  while  on  the  other 
ten  he  would  be  compelled  to  pay  his  agent  $1,301.15.  In  other 
words,  the  distributor  of  the  fourteen  cars  would  have  to  pay 
the  carriers  and  their  agent  $983.54  for  the  privilege  of  shipping 
the  melons  to  the  different  markets.  In  addition  to  this,  he  is  out 
the  cost  'f.o.b.,  box,  nails,  etc.,  which  loss  is  fairly  estimated  to 
be  at  least.  $400  additional  on  each  car.  Therefore,  under  the 
present  rates,  it  would  be  suicide  for  anyone  to  operate  in  Tur- 
lock. 

Last  year  there  was  a  large  amount  of  cars  sold  for  less  than 
freight  charges  and  of  course  all  losses  were  charged  to  profit 
and  loss,  as  cars  were  handled  on  schedule  time  and  arrived  in 
merchantable  condition. 

In  getting  up  this  statement  a  thought  occurred  to  the 
writer  as  to  how  the  carriers  would  pay  a  claim  on  a  car  billed 
to  Philadelphia,  Pa.,  due  to  arrive  August  31. 

Under  the  new  bill  of  lading  the  amount  of  loss  and  dam- 
age is  to  be  computed  on  basis  of  the  value  of  the  property  at 
destination  on  the  date  car  should  arrive.  In  order  to  obtain 
the  benefit  of  the  market  at  destination  tfie  freight  charges 
must  be  deducted  if  not  paid.  The  freight  on  a  car  of  cantaloupes 
to  Philadelphia,  including  refrigeration,  would  amount  to  $5(>H.l". 
Average  market  value  on  August  31  was  $1.12i/^  on  standards, 
75c  on  ponies  and  50c  on  flats.  Had  car  been  delivered  in  good 
condition  and  on  schedule  time,  the  gross  proceeds  of  sales  on 
the  car  would  amount  to  $316.25.  The  agent  would  receive  7  per 
cent  commission,  pay  7c  drayage  on  the  standards  and  ponies. 
3c  on  flats  and  draw  on  the  shipper  for  $308.79.  I  presume  if  this 
car  had  been  totally  destroyed,  instead  of  having  the  privilege 
of  filing  claim  against  carriers  for  the  loss  on  basis  of  Section  '•'• 
of  B/L,  they  would  have  to  pay  the  railroad  company  $308.79  for 
wrecking  the  car. 

We  are  giving  you  this  as  a  matter  of  information  and  we 
think  the  subject  is  one  worthy  of  discussion  at  the  next  con- 
vention. 

STATEMENT  SHOWING  ESTIMATED  SALES  ON  CANTALOUPES. 

FROM  TTTRLOCK,    CALIF.,    TO  VARIOUS    MARKETS,    AS    PER 

U.    S.    GOVERNMENT    REPORT,    FOR    AUGUST    31st.    1920. 


Contents  of  an  average  car  of  cantaloupes: 

150  Standard  crates  at  68  Ibs ...  10200  Ibs 

160  Pony  crates  at  57  Ibs. . ; 9120  Ibs 

70  Flat   crates   at   28   Ibs 1960  Ibs 


Total 21280  Ib? 


MARKET  VALUE  OF  CANTALOUPES   IN  SOUND  CONDITION. 
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llaliimore.    Mil.: 
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In  further  reference  to  my  letter  of  even  date,  relative  to  rates 
on  cantaloupes  from  Turlock.  wish  to  state  that  we  did  not  pick 
out  a  report  for  a  day  on  which  the  market  was  at  its  lowest. 
In  fact,  the  Rocky  Ford  and  Turlock  deals  are  about  the  same. 
A  comparison  of  market  reports  for  the  months  of  August  and 
September  will  show  the  same  results. 

Further.  I  wish  to  state  that  this  statement  is  made  on  a  very 
conservative  basis  and  represents  the  value  that  would  be  re- 
ceived from  sale  of  cars,  if  they  were  in  sound  merchantable 
condition.  All  cars  that  arrived  showing  melons  soft,  decay,  they 
would  have  to  be  sold  for  less  than  freight  charges. 


TRACING  L.  C.  L.  SHIPMENTS 

Edilor  The  Traffic  World: 

Referring  to  J.  C.  Field's  article  which  appeared  in  your 
December  11  issue,  relative  to  tracing  of  L.  C.  L.  freight  ship- 
ments, and  to  the  comments  of  several  industrial  traffic  man- 
agers, published  December  25: 

This  situation  has  been  and  is  being  discussed  by  every 
shipper  in  the  United  Stales,  and  all  are  vitally  interested  in 
the  prompt  movement  of  this  class  of  freight. 

Each  shipper  is  also  a  purchaser  and  is  confronted  with 
the  problem  of  tracing  inbound  freight  to  themselves,  and  out- 
bound consignments  to  their  customers. 

There  are  times  when  delayed  small  shipments  of  freight 
seriously  handicap  production,  and  it  is  in  such  instances  that 
records  of  transfer  at  congested  terminals  and  various  transfer 
points  would  prove  to  be  very  valuable,  as  a  purchasing  de- 
partment could  often  duplicate  an  order  to  be  forwarded  via 
express,  and  thus  prevent  losses,  If  it  were  known  that  an  im- 
portant shipment  would  be  held  for  an  indefinite  period  at  some 
point  (n  route  to  destination. 

To  increase  the  many  railroad  payrolls,  by  establishing 
L.  C.  L.  record  departments  at  every  transfer  point  would,  in 
turn,  have  its  influence  on  the  increasing  of  freight  rates,  as  it 
is  the  only  method  the  common  carriers  can  pursue  to  com- 
pensate themselves  to  cover  these  additional  expenses  for  added 
service  to  their  many  patrons. 

A  great  per  cent  of  the  tracing  during  the  past  few  years 
has  been  due  to  delay  in  ordering  materials  and,  as  a  result,  the 
railroads  have  been  criticized  and  many  traffic  departments  or- 
ganized. This  was  the  beginning,  and  when  the  great  demand 
for  all  commodities  was  presented  to  the  manufacturers  they 
were  hopelessly  beaten,  so  far  as  prompt  service  was  concerned, 
although  they  were  anxious  to  accept  and  deliver  all  orders 
possible  to  obtain.  The  delay  in  securing  raw  materials  made 
it  necessary  to  add  a  staff  of  car  tracers  to  most  of  the  large 
industrial  traffic  departments,  and  materials  were  traced  from 
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the  time  they  were  loaded  by  the  producer  until  they  reached 
the  consumer. 

Someone  has  to  pay  for  all  this  additional  expense,  and  the 
someone  is  the  public,  and  if  all  purchasers  during  the  past 
few  years  could  have  anticipated  their  requirements  on  the 
assumption  that  it  would  require  at  least  one  month  or  more 
for  transportation  alone,  much  of  this  tracing  could  have  been 
eliminated.  There  were  many  instances  when  requirements 
could  not  be  anticipated,  and  traffic  departments  were  asked 
to  exert  every  effort  to  rush  deliveries,  and  just  how  much  was 
gained  in  most  cases  will  never  be  known,  as  very  little  satis- 
faction could  be  gained  from  tracing  L.  C.  L.  shipments. 

The  articles  in  your  issue  of  the  25th,  by  Messrs.  H.  P. 
Potter  and  S.  W.  Allender,  contain  some  real  facts  —  i.  e.,  tracing 
L.  C.  L.  shipments  seldom  expedites  delivery,  and  that,  with 
improved  service  in  handling  of  shipments  at  transfer  points 
(complete  turnover  daily  if  possible)  the  majority  of  industrial 
concerns  would  automatically  -dispense  with  75  per  cent  of  L. 
C.  L.  tracing. 

Careful  planning  of  purchases  with  specified  deliveries,  al- 
lowing ample  time  for  possible  delays  in  transit,  and  the  ar- 
ranging of  production  by  the  shipper,  to  ship  as  specified  would 
help  to  place  these  small  shipments  in  the  hands  of  the  carriers 
several  weeks  before  material  would  be  required  at  destination, 
then  with  adequate  help  and  efficient  handling  at  transfer  points 
by  the  railroads,  tracing  of  this  class  in  most  cases  would  be 
automatically  eliminated. 

There  is  one  right  answer  to  the  question,  and  only  one, 
and  it  must  be  a  system  which  will  serve  all  concerned,  the 
best,  the  quickest  and  most  economical,  and  it  can  be  accom- 
plished only  through  concerted  effort  on  the  part  of  the  pur- 
chaser, the  shipper  and  the  common  carriers. 

The  Geneva  Metal  Wheel  Company, 
R.  C.  Patterson,  Traffic  Manager. 

Geneva,  O.,  Dec.  30,  1920. 

Editor  The  Traffic  World: 

I  have  read  with  interest  the  article  written  by  H.  P.  Potter 
of  the  American  Ship  Building  Company,  Cleveland,  criticizing 
my  stand  on  re-establishing  of  the  keeping  of  transfer  records 
on  less-carload  shipments. 

When  this  subject  was  promulgated  by  my  associates  and 
myself,  all  cards  were  laid  on  the  table  and  serious  thought 
given  same.  Nothing  like  a  scheme  entered  our  heads  regard- 
ing this  matter,  and  I  believe  it  is  interference  by  a  few  indi- 
viduals in  this  country  that  brings  about  the  retarding  of  any 
service  that  can  consistently  be  rendered  not  only  to  the  manu- 
facturer but  to  the  merchant  as  well.  Maybe  in  the  last  several 
years  the  above  gentleman  did  not  have  any  less-carload  tracing 
to  do.  I  consider  him  very  fortunate.  My  reason  for  circular- 
izing this  pamphlet  was  not  meant  as  a  scheme,  but  to  try  to 
have  put  in  force  a  service  which  every  shipper,  both  large  and 
small,  is  entitled  to,  and  that  is  some  knowledge  of  where  his 
shipment  is  after  a  reasonable  time  has  elapsed  for  it  to  get  to 
destination. 

I  believe  I  have  had  as  much  practical  experience  as  the 
above  gentleman  regarding  this  subject,  due  to  the  fact  that 
before  entering  the  industrial  field,  I  spent  a  very  active  thirteen 
years  with  one  of  the  largest  carriers  in  the  country  nearly 
eighteen  months  of  this  service  being  given  toward  keeping  such 
•ecords,  personally,  at  one  of  the  largest  transfer  stations  in 
'.his  country—  namely,  Suspension  Bridge,  N.  Y.  I  know  from 
actual  working  experience  that  in  the  days  of  long  ago  this 
i  a  service  that  when  various  carriers  were  selling  trans- 
portation they  could  assure  the  shippers  and  receivers  of  freight 
that  their  material  would  be  protected  while  in  transit  and 
mation  furnished  them  as  to  its  movements,  if  they  so 


The  amount  of  time  spent  in  keeping  these  records  at  the 

various  stations,  which   are  not  very  numerous,  is  very  small 

hen  you  take  into  consideration  that  these  records  are  taken 

shipments  are  being  transferred  and  made  ready  for  ship- 

ment to  other  territories. 

It  Is  only  recently  that  such  a  thing  as  co-operation  between 
i  and   industrial   men  was   effected,   and   that   only 
through   the   great   influence   brought   to   bear  by   the   National 
Industrial  Traffic  League,  when  a  meeting  was  neW  recently   a 
time   various   subjects   were   docketed   for   consideration 
would  bring  about  a  better  service  by  the  carriers.     This 
)ject  was  brought  up,  and  the  carriers  then  stated  that  the 
were  contemplating  putting  this  service  in  force  just  as  soon 
as  possible.    This  is  not  a  pre-wa,  subject,  but  a  subject  that 

^odav  ?hKJng  flre  'rg  bef°re  the  war  was  ever  Bought  of 
today  there  are  only  two  carriers,  to  my  knowledee    oner 

= 


lines  and,  as  far  as  expense  is  concerned  to  the  carriers,  a  deep 
analysis  of  the  subject  will  show  that  they  will  receive  more 
earnings  yearly,  due  to  the  fact  that  a  lot  of  unnecessary  claims 
will  be  eliminated  and  chronic  tracers  can  be  shifted  to  one 
side.  I  believe  that  when  a  request  is  made  of  the  carrier  for 
a  record  of  a  shipment  we  should  receive  more  definite  informa- 
tion than  the  usual  reply,  which  has  been  in  force  for  the  past 
several  years,  and  that  is,  that  your  shipment  has  probably  been 
loaded  in  the  following  cars,  giving  you  at  the  time  one  or  more 
cars,  which  is  useless.  I  believe  with  these  records  being  re- 
instated it  will  be  the  means  of  giving  the  shipping  public  in 
general  a  real  service,  and  will  not  be  the  means  of  holding  up 
any  shipment  or  retarding  same. 

There  is  no  reason  why  transportation  should  not  be  im- 
proved today,  as  Mr.  Potter  states,  "as  the  volume  of  traffic 
moving  is  very  small  compared  with  what  the  traffic  man  has 
had  to  contend  with  in  the  past  four  years."  I  believe  that 
after  the  recent  increase  was  granted  to  carriers  that  they  feel 
in  justice  to  the  transportation  men  for  the  assistance  given 
them  in  securing  this  increase,  that  they  are  entitled  to  any 
service  that  can  possibly  be  rendered  efficiently. 

I  believe  that  every  broad-minded  and  practical  railroad  man 
will  agree  with  my  suggestion  as  to  having  this  service  insti- 
tuted and  that  it  will  in  no  way  be  the  means  of  holding  back 
forwarding  of  shipments  or  add  such  additional  expense  to  the 
carriers  that  they  cannot  consistently  carry. 

Elmira,  N.  Y.,  Dec.  30,  1920.  J.  C.  Field. 


wm  Vn°,  Bh*t?Jhat  an>"thinS  that  has  been  said  in  my  cir- 
be  the  means  of  retarding  progress  along  these 


THE  INDUSTRIAL  TRAFFIC  MAN 

Editor  The  Traffic  World: 

Prior  to  making  any  comments  on  the  several  articles  in  re 
the  industrial  traffic  man,  contained  in  recent  issues  of  The 
Traffic  World,  I  should  like  to  state  from  just  what  standpoint 
I  take  my  views. 

I  am  twenty-one  years  of  age,  with  a  collegiate  education, 
and  am  a  graduate  of  a  traffic  course.  I  was  for  two  years 
shipping  clerk  and  assistant  to  a  branch  manager  of  the  largest 
firm  of  its  kind  in  the  world.  While  holding  this  position  I 
took  a  traffic  course,  upon  the  advice  of  a  railroader,  and  grad- 
uated with  an  average  throughout  of  98  per  cent.  I  am  at 
present  employed  in  the  export  department  of  one  of  the  largest 
milling  firms  in  the  world  and  hold  a  fairly  executive  position. 
That  is  the  viewpoint  from  which  I  base  my  comments. 

Mr.  Burch  of  Greensboro,  N.  C.,  does  not  take  Mr.  Colson's 
article  (Dec.  11)  too  deeply  to  heart.  I  wonder  if  it  hit  him 
too  hard;  I  wonder  if  Mr.  Burch  is  one  of  the  class  of  railroad- 
ers who  knows  all  about  traffic  within  a  radius  of,  say,  a  few 
hundred  miles,  but  from  there  on  the  world  is  indeed  a  large 
place.  Considering  the  "T.  M."  after  Mr.  Burch's  name,  I  sup- 
pose he  is  well  acquainted  with  exports;  he  can,  of  course, 
handle  shipments  of  his  cotton  all  over  the  world;  he  knows 
how  to  cover  these  shipments  by  insurance;  he  knows  all  the 
different  measurements  and  tons  for  ocean  freight  rates;  he 
knows  how  to  collect  his  money  on  shipments  going  to  foreign 
ports;  he  knows  all  about  coding  cables,  the  first  and  second 
of  exchange.  Now,  does  he?  That's  the  question.  If  he  does, 
all  right;  if  not,  then  I  would  advise  him  to  consider  the  ad- 
visability of  tacking  those  letters  to  his  name.  I  do  not  wish 
to  offend  Mr.  Burch,  but  I  would  like  to  emphasize  this:  A 
lawyer  passes  his  bar  "exam"  and  knows  law  for  the  benefit 
of  the  public;  a  traffic  manager  should  be  in  such  a  way  quali- 
fied to  know  traffic  for  his  firm  or  for  the  public,  if  his  position 
calls  for  it. 

Mr.  Burch  further  slates  that  a  man  has  to  have  extraordi- 
nary ability  to  hold  a  traffic  position  today,  who  has  just  re- 
ceived a  diploma  from  one  of  these  universities  and  not  had 
actual  railroad  experience.  Nine  times  out  of  ten  the  man  who 
takes  this  traffic  course  is,  or  has  been,  a  shipping  clerk,  and,  if 
he  knows  his  position  as  a  shipper,  takes  a  traffic  course,  where 
is  he  going  to  be  hindered  by  the  lack  of  railroad  experience? 

I  will  grant  Mr.  Burch  that  the  traffic  schools  may  use  their 
imagination  a  little  too  carelessly  in  advertising  their  courses 
saying  such  things  as  that  they  will  teach  you  to  rise  from 
office  boy  to  freight  traffic  manager  with  such  salaries  as  from 
15,000  to  $10,000  per  year.  But  a  man  will  investigate  these 
courses  well  as  to  their  possibilities  before  he  spends  his  time 
and  money  on  one. 

Referring  to  Mr.  Colson's  statement  in  re  knowing  a  rail- 
roader who  has  held  the  same  position  for  twenty  years,  and 
Mr.  Burch's  comments  thereon,  would  say  that  the  "seniority- 
plan  of  advancement  which  I  believe  is  employed  by  railroads, 

gauntlet  of  chief  clerks  to  be  conquered,  and  the  inevitable 

red  tape  found  among  railroads,  can  make  one  easily  understand 

why  a  man  can  have  no  ambition  to  rise  via  the  "application 

>   work  and   long   service"   plan.     The   only   way   to   overcome 

these  obstacles  is  by  taking  a  traffic  course. 

I  am  not  being  paid  to  boost  traffic  courses,  but  I  should 
like  to  ask  Mr.   Burch   and   the  other  non-believers   in  traffic 
irses  a  few  questions  which  I  had  to  answer  to  secure  mv 
seemingly  worthless  diploma,  as  Mr.  Burch  would  have  it. 

what  committee  has  jurisdiction  over  rates  between   Chi 
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cago  ami  tin-  Ohio  River?  Into  what  two  groups  are  the  Ohio 
Kher  crossings  divided?  What  scale  of  rates  is  uaed  as  the 
basis  for  const  met  ion  of  rates  from  various  territories  to  the 
Southwest  Traffic  Committee  territory?  Under  what  conditions 
are  water  carriers  under  the  jurisdiction  of  the  I.  C.  C.?  Upon 
what  kind  of  traffic  does  the  second  class  express  rate  apply? 
is  the  object  of  the  Elkins  act?  Discuss  the  duties  and 

lilies  of  passenger  carriers.  Define  an  original  package. 
Piscuss  the  problem  of  state  and  federal  control  operating  at 
one  time  and  indicate  the  sphere  of  Influence  of  state  and 
federal  powers.  Under  what  three  conditions  will  the  U.  S. 
Supreme  Court  review  the  findings  of  the  I.  C.  C.? 

Perhaps  Mr.  Burch  and  the  other  gentlemen  who  dislike 
trailie  courses  can  answer  the  foregoing  questions. 

I  will  admit  that  rates  may  stick  a  technically  trained  man 
for  a  while,  but  how  about  the  other  end  of  the  game — the 
leual  end?  You  can  learn  the  act  to  regulate  commerce  and 
the  several  other  acts  by  working  in  the  traffic  or  maintenance 

rlment,  of  a  railroad  no  more  than  you  can  learn  to  be  a 
lawyer  by  holding  the  position  of  turnkey  In  a  prison. 

I  do  not  want  to  imply  that  I  am  prejudiced  against  a  rail- 
road-trained man.  Far  from  It. 

Mr.  Huntington's  views  (Dec.  25)  are,  to  say  the  least,  not 
unlike  a  dime  novel.  I  knew  a  young  fellow  who  was  clerk 
in  a  country  station.  He  took  a  traffic  course,  graduated  and 
secured  a  position  with  a  large  machinery  firm  as  traffic  man- 
ager. The  last  I  heard  of  him  he  was  down  In  Cuba  on  the 
firm's  business  in  connection  with  traffic  matters.  Mr.  Hunt- 
ington's  journalistic  views  do  not  hold  together  very  well. 

Should  any  of  my  readers  wonder  why  I  am  not  seeking 
a  position  as  traffic  manager,  I  would  draw  their  attention  to 
my  age,  and  would  say  that  at  present  I  am  seeking  some  Indus- 
trial experience,  which  experience  some  railroad  correspondents 
seemingly  consider  unnecessary  for  the  qualifications  of  an 
industrial  traffic  man. 

Maple  Leaf  Milling  Company,  Limited, 
Ernest  C.  McKeel,  Export  Department. 

Toronto,  Can.,  Jan.  6,  1921. 


Editor  The  Traffic  World: 

I  have  noticed,  with  considerable  amusement,  the  arguments 
running  in  the  Open  Forum  between  the  ex-railroad  men  traffic 
managers  and  the  non-railroad  experience  traffic  managers  as 
to  the  value  or  necessity  of  a  traffic  worker  having  had  railroad 
experience. 

I  am  one  of  the  railroad-experienced  traffic  managers.  Be- 
fore entering  industrial  traffic  service  I  was  a  railroad  stenogra- 
pher, tracing  clerk,  rate  clerk,  claim  clerk,  chief  clerk,  soliciting 
freight  agent,  and  traveling  freight  agent,  and  I  know  that  my 
railroad  experience  adds  greatly  to  my  efficiency  in  traffic  work. 
In  fact,  I  consider  it  absolutely  necessary  in  order  to  attain  to 
one's  highest  efficiency. 

However,  I  do  not  mean  to  disparage  or  belittle  the  benefit 
to  be  derived  from  traffic  courses,  as  I  know  several  men  whom 
I  consider  as  very  capable  traffic  workers  so  developed,  without 
actual  railroad  experience.  However,  I  am  sure  even  these  men 
would  be  more  efficient  if  they  had  previously  had  proper  rail- 
road training. 

The  position  taken  by  the  "anti-railroad-experience"  corre- 
spondent seems  to  me  rather  ridiculous,  as  I  am  sure  that 
they  cannot  produce  even  one  industrial  traffic  manager  who 
had.  before  entering  traffic  work,  received  proper  railroad  ex- 
perience, who  will  say  that  his  railroad  experience  is  of  little 
or  no  benefit  to  him.  Of  course,  the  traffic  worker  who  has 
had  no  experience  in  railroad  traffic  service  cannot  be  expected 
to  appreciate  the  importance  of  knowledge  which  he  does  not 
possess  and,  therefore,  opinions  of  such  traffic  workers  as  to 
the  benefits  derived  from  actual  railroad  training  are  really  of 
little  value. 

I,  therefore,  thought,  to  bring  a  show-down  in  this  contro- 
versy, I  would  suggest  that  those  who  belittle  the  value  of 
proper  railroad  experience  as  a  qualification  for  an  industrial 
traffic  manager,  secure  support  of  their  contention  from  a  thor- 
oughly experienced  ex-railroad  traffic  manager.  I  am  confident 
this  cannot  be  done  and,  in  the  event  I  am  right,  this  should 
certainly  serve  to  silence  the  opposition. 

A.  B.  Pratt,  Manager, 
Northern  States  Power  Co. 

Minneapolis,  Minn.,  Jan.  6,  1921. 


PETITIONS   FOR   EXTENSIONS 

The  DcQueen  &  Eastern  Railroad  Company  has  filed  a  peti- 
tion with  the  Commission  asking  authority  to  operate  an  exten- 
sion of  its  road  from  DeQueen,  Ark.,  to  a  point  nine  miles 
distant  to  the  Oklahoma-Arkansas  state  line.  The  construction 
of  the  extension  was  begun  in  1917  and  has  now  been  com- 
pleted, the  applicant  states.  The  Texas,  Oklahoma  &  Eastern 
Railroad  has  filed  an  application  for  authority  to  operate  an 
'^tension  of  its  line  17V&  miles  in  length,  extending  from  Broken 
Dow.  Okla.,  to  a  point  on  the  Arkansas  Oklahoma  state  line, 
where  it  connects  with  the  above  extension  of  the  DeQueen  & 


Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  prrioni  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  it  a  member  of  our  legal  department, 
will  give  hit  opinion  in  nrnwrr  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  toe  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  se-vice  by  the  payment  of  •  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  • 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Trafk  Berries  Corporation,  Colorado  Building,  Washington,  D.  C. 

•• — — — — — ^— — — ^— — — — — ^— ^__^___ 

Freight  Charges  on  Company  Material 

Illinois.— Question:  We  have  a  plant  located  at  Milwaukee, 
Wis.,  and  sold  a  carload  of  material  to  a  railroad  company  oper- 
ating from  Chicago  to  Texas  points,  f.  o.  b.  railroad  tracks,  Chi- 
cago, car  to  be  shipped  to  a  point  in  Texas.  Through  an  error 
our  plant,  making  shipment,  routed  this  material  via  another 
road,  giving  the  road  to  which  the  material  was  sold  only  a 
short  haul  on  its  Texas  division. 

What  is  the  customary  manner  of  making  settlements  of 
this  kind?  The  point  to  which  this  material  was  to  be  shipped 
and  point  to  which  it  was  delivered  to  road  in  Texas  are  both 
common  points  and  the  full  common  point  rate  was  charged  to 
point  of  delivery  to  line  buying  the  material.  We  are  of  the 
opinion  that  the  Texas  common  point  rate  should  be  charged 
from  Milwaukee  to  ultimate  destination  in  Texas,  and  we  should 
pay  the  line  buying  the  material  their  percentage  division  of 
the  through  rate  up  to  point  the  shipment  was  delivered  to 
them.  Also  advise  if  there  have  been  any  decisions  rendered 
by  the  Interstate  Commerce  Commission  on  cases  of  this  kind. 

Answer:  Inasmuch  as  the  contract  of  sale  was  f.  o.  b.  Chi- 
cago, 111.,  assuming  that  the  shipment  was  billed  through  to 
final  destination,  the  carrier  to  whom  the  material  was  sold  may 
properly  deduct  from  the  shipper's  invoice  the  proportion  of 
the  through  charges  accruing  to  its  connections  for  their  haul 
from  Milwaukee  to  the  point  where  the  shipment  was  delivered 
to  the  carrier  buying  the  material.  See  Willard  Storage  Battery 
Company  vs.  N.  Y.  C.  Railroad  Company  et  al.,  49  I.  C.  C.  141. 
Storage  Charges  on  Shipment  Not  Covered  by  Revenue  Billing 

Ohio. — Question:  We  received  shipment  on  astray  waybill, 
plainly  marked  to  "A,"  and  up  to  date  consignee  has  been  un- 
able to  prove  ownership.  In  the  event  that  we  should  decide 
to  dispose  of  this  freight  to  the  public  storage,  could  we  legally 
collect  storage  charges  from  the  time  we  mailed  notice  of  ar- 
rival, regardless  of  the  fact  that  we  are  unable  to  obtain  rev- 
enue billing  to  cover  this  shipment? 

Answer:  Under  the  Uniform  Storage  Rules,  1-B,  J.  E.  Fair- 
banks' I.  C.  C.  9,  all  freight,  except  that  provided  for  in  section 
D  of  rule  1,  received  for  delivery,  or  freight  held  or  stored  in 
or  on  railroad  premises  of  carriers  party  thereto,  are  subject  to 
storage. 

In  the  event  the  goods  in  question  are  the  property  of  "A," 
"A"  cannot,  by  refusing  to  receive  the  goods,  avoid  the  payment 
of  freight  and  storage  charges  due  on  the  shipment  in  question. 
However,  the  carrier  would  have  to  prove  that  the  goods  In 
question  belong  to  "A"  before  recovery  could  be  had  for  the 
freight  and  storage  charges,  accruing  on  the  shipment  in  the 
event  the  shipper  does  not  claim  ownership.  See  Southern  Flour 
&  Grain  Co.  vs.  S.  A.  L.  Ry.,  95  S.  E.  997;  Pennsylvania  Co.  vs. 
W.  A.  Fraser  Co.,  175  111.  Appeal  645. 

Charges  on  Base  of  Route  Specified 

Utah. — Question:  A  car  of  lumber,  originating  at  a  point 
in  California,  on  the  "A"  Railroad,  is  consigned  to  a  lumber 
dealer  at  Salt  Lake  City,  Utah.  An  agent  of  the  "D"  Railroad, 
who,  in  this  instance,  is  also  agent  for  another  railroad  com- 
pany, is  under  the  impression  that  a  through  rate  is  applicable 
from  the  California  point  to  Salt  Lake  City,  Utah,  via  the  fol- 
lowing routes:  Road  "A,"  road  "B"  and  roads  "C"  and  "D" 
via  Ogden,  Utah.,  to  destination,  and  this  routing  was  respected 
upon  demand  of  the  agent  of  the  "D"  Railroad.  After  shipment 
arrived  at  destination,  having  moved  via  the  routing  noted.  It 
is  found  that  the  through  rate  does  not  apply  In  connection  with 
"D"  Railroad.  It  also  develops  that  there  is  a  through  rate 
from  originating  point  to  destination  via  another  route. 

Inasmuch  as  the  consignee  could  have  received  this  ship- 
ment under  the  published  through  rate,  can  road  "D"  insist 
upon  the  collection  of  its  local  charges  from  Ogden  to  Salt  Lake 
City  and,  if  not,  what  method  should  road  "D"  use  In  accounting 
for  this  non-revenue  haul? 

Answer:  Assuming  that  the  shipment  was  routed  by  the 
shipper  via  the  route  shown,  and  the  published  through  rate 
does  not  apply  via  such  route,  the  carrier  must  assess  charges 
based  upon  the  combination  of  rates  applicable  via  the  route 
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specified.    Austin  Powder  Co.  vs.  W.  &  L.  E.  R.  R.,  45  I.  C.  C. 
199;  I.  C.  C.  Conference  Ruling  214   (b). 

If  no  routing  was  shown  in  the  bill  of  lading  by  the  shipper, 
then  the  initial  line  can  be  held  for  misrouting  because  of  its 
failure  to  forward  the  shipment  via  the  cheapest  available 
route,  I.  C.  C.  Conference  Ruling  214  (c).  However,  if  the  bill 
of  lading  carried  a  rate  applicable  via  a  different  route  than 
that  specified,  it  became  the  duty  of  the  initial  line  to  ascertain 
from  the  shipper  whether  the  rate  or  the  route  given  in  the 
shipping  instructions  should  apply.  I.  C.  C.  Conference  Ruling 
474  (c). 

With  respect  to  erroneous  rate  quotations,  the  Interstate 
Commerce  Commission,  in  "Poor  Grain  Co.  vs.  C.  B.  &  Q.  Rail- 
way Co.,"  12  I.  C.  C.  469,  said:  "A  mistake  by  a  carrier  in 
responding  to  an  inquiry  by  a  shipper,  either  as  to  the  rate  or 
as  to  the  route,  will  relieve  neither  the  one  nor  the  other  from 
the  obligation  of  fulfilling  the  law's  requirements;  in  either 
event  the  carrier  must  collect  and  the  shipper  must  pay  the 
rate  as  published  for  the  route  over  which  the  shipment  actually 
moved.  This  general  policy  is  founded  not  only  on  the  strict 
language  of  the  law,  but  also  upon  a  sound  public  policy." 

This  rule  was  reaffirmed  by  the  Commission  in  the  case  of 
I..  R.  Fifer  Lumber  Co.  vs.  G.  N.  Railroad,  42  I.  C.  C.  13. 
Deduction  of  Discount  from  the  Amount  of  Actual  Damages 

Alabama. — Question:  Claim  filed  May,  1920,  and  September, 
1920,'  for  loss  of  shipment  of  cigarettes.  These  cigarettes  were 
billed  to  us  on  a  basis  of  10  per  cent  cash  discount  if  paid 
within  ten  days  from  date  of  invoice.  When  filing  claims,  we 
advised  transportation  company  that  discount  of  10  per  cent 
would  be  allowed  if  claim  was  paid  within  ten  days  from  date 
filed.  As  our  authority  for  this,  we  refer  to  United  States  Rail- 
road Administration  Circular  No.  6,  March  1,  1919,  Division  of 
Law,  Claims  and  Property  Protection  Section,  rule  5,  under 
Cash  and  Trade  Discount  Allowances,  reading  as  follows:  "In 
the  settlement  of  claims  for  value  of  shipments  lost  or  destroyed 
while  in  possession  of  the  railroad,  the  railroad  shall  receive 
the  benefit  of  any  cash  discount  or  allowance  contemplated  by 
the  terms  of  sale  to  the  consignee,  provided  the  claim  is  paid 
within  the  time  limit  for  such  discount  or  allowance." 

We  received  today  from  the  transportation  company  a  re- 
quest to  amend  our  claim,  allowing  them  the  discount.  We 
contend  they  are  not  entitled  to  same  on  account  of  discount 
period  having  long  since  elapsed.  Have  we  the  right  to  collec. 
these  claims  as  originally  filed,  or  must  we  amend  them? 

Answer:  In  the  case  of  the  C.  M.  &  St.  P.  vs.  McCaull- 
Dinsmore,  the  United  States  Supreme  Court  held  that  the  meas- 
ure of  damages  for  a  shipment  lost  or  damaged  in  transit  is 
the  value  of  the  property  at  its  destination  at  the  time  it  should 
have  been  delivered,  less  transportation  charges,  plus  interest 
from  such  time.  It  is  the  intent  of  the  law  that  the  carrier 
must  settle  for  goods  lost  or  damaged  on  the  basis  of  the  actual 
value  of  the  shipment  at  its  destination.  Therefore,  the  carrier 
is  not  justified  in  deducting  the  cash  discount,  which  is  shown 
on  the  invoice  from  the  shipper  to  the  consignee,  from  the 
amount  of  the  actual  damage. 

Duty  of  Carrier  to  Furnish  Safe  and  Suitable  Cars 
Massachusetts. — Question:  Can  you  refer  us  to  any  cases 
or  a  rule  which  is  in  force  which  requires  a  shipper  when 
receiving  a  car  for  loading,  to  go  all  over  the  car  and  see  that 
there  are  no  nails  protruding  which  might  do  damage?  We 
have  a  claim  pending  with  a  delivering  line,  and  they  have  de- 
clined claim  on  the  ground  that  it  was  the  duty  of  the  shipper 
to  go  over  the  car  and  see  that  there  were  no  nails  protruding 
which  might  tear  and  damage  bags  which  would  cause  a  loss 
of  seed,  and  on  making  delivery  to  our  truckmen  we  find  that 
he  signed  for  a  certain  number  of  bags,  torn  by  nails  and  slack. 
Answer:  It  is  the  primary  duty  of  the  common  carrier  to 
furnish  vehicles  suitable  in  every  respect  for  the  safe  trans- 
portation of  the  various  kinds  of  property  which  are  usually 
carried  by  it,  and  any  failure  to  observe  its  duty  in  this  regard 
11  render-  it  liable  for  loss  or  injury  caused  thereby.  10  Corpus 
J uris  oo. 

"Nor  can   the  carrier  avoid   responsibility   as   a   carrier  by 
devolving  upon  the  shipper  the  duty  of  inspecting  or  selecting 
the  vehicle  in  which  his  goods  are  to  be  carried,  and  a  stipula- 
tion  in   the   bill   of  lading   that   the  shipper  has   examined   the 
'ehicle  for  himself  and  found  it  to  be  in  good  order    and  has 
t   as   'suitable   and   sufficient'  for  the  purpose   of  his 
will  not  discharge  the  carrier  from  liability  for  dam- 
s  resulting  from  defects  in  the  vehicle,  since  the  necessary 
:t  of  such  a  stipulation  would  be  to  release  the  carrier  from 
his  own  negligence  in  failing  to  provide  a  safe  and 
suitable  vehicle."— Hutchinson  on  Carriers    page  544 

In  the  case  of  Southwestern  Missouri  Millers'  Club  vs.  St. 

'.  n   Co.,  26  I.  C.  C.  250,  the  Commission  said:     "It  is 

he  carriers  to  furnish  cars  suitable  for  transporta- 

this  duty  cannot  be  fulfilled   by  furnishing  a 

;anne  8,°/,U"  °f  Dro->ectinS  nails  as  to  be  unsult- 

ansportation    of   commodities    properly    packed. 

lew  of  the  constant  use  of  box  cars,  and  the  con- 


stant strain  upon  them  even  under  proper  operation,  the  defend- 
ants fail  in  their  duty  to  furnish  suitable  equipment  when  they 
fail  in  every  instance  to  furnish  cars  absolutely  free  from  pro- 
truding nails  may  be  questioned.  Cars  should  be  carefully  in- 
spected by  the  carriers  with  a  view  of  locating  leakages,  remov- 
ing splinters  and  nails  which  would  have  a  tendency  to  tear 
sacks  filled  with  flour  or  grain,  and  locating  foreign  substances 
which  might  contaminate  the  product  to  be  loaded  into  the  car. 
The  practice  of  requiring  agents  and  car  inspectors  after  exam- 
ining the  car  to  attach  a  placard  to  it  denoting  that  it  has  been 
inspected  and  placed  in  condition  for  flour  or  grain  loading  is 
to  be  commended.  Cars  should  be  physically  fit  for  the  trans- 
portation of  the  product  with  which  they  are  to  be  loaded.  In 
Balfour,  Guthrie  &  Co.  vs.  O.  W.  R.  &  N.  Co.,  21  I.  C.  C.  539, 
the  Commission  held:  'No  one  can  deny  that  it  is  the  primary 
duty  of  a  railroad  to  furnish  equipment  that  is  usable.  A  ship- 
per is  not  to  be  put  to  the  alternative  of  either  not  shipping  at 
all  or  of  recovering  from  the  railroad  for  loss  of  the  commodity 
in  transit.  It  is  not  a  compliance  with  the  requirements  of  the 
law  that  a  car  shall  be  put  at  the  shipper's  disposal;  the  car 
provided  must  be  one  that  will  convey  the  commodity  safely  to 
its  destination  under  ordinary  circumstances.' " 

Stoppage  in  Transit 

Pennsylvania. — Question:  Recently  our  firm  made  f.  o.  b. 
mill  shipment  to  a  buyer,  who,  after  date  of  shipment,  became 
insolvent.  Immediately  upon  receipt  of  such  insolvency  informa' 
tion,  wire  was  sent  delivering  carrier,  who  acknowledges  re- 
ceipt of  wire  two  days  before  shipment  was  delivered  to  con- 
signee, the  carrier  failing  to  hold  shipment,  as  was  our  request, 
and  as  is  privileged  by  law,  it  being  our  understanding  that  the 
law  provides:  "If  the  buyer  becomes  insolvent  and  the  goods1 
are  in  transit,  the  seller  may  stop  their  delivery."  If  it  can  be 
proven  that  it  is  negligence  on  the  part  of  the  carrier's  freight) 
agent  at  destination  in  not  holding  shipment,  cannot  we  compe 
the  shipment  returned  to  the  carrier  or  hold  carrier  responsible 
Shipment  involves  26,720  pounds  sheet  steel. 

Answer:  Stoppage  in  transit  is  a  right  which  the  vendo 
of  goods  on  credit  has  to  recall  them,  or  retake  them,  on  th 
discovery  of  the  insolvency  of  the  vendee,  and  it  continues  a 
long  as  the  carrier  remains  in  the  possession  and  control  o 
the  goods  or  until  there  has  been  an  actual  or  constructiv 
delivery  to  the  vendee,  or  some  third  person,  who  has  acquire 
a  bona  fide  right  to  them.  If  a  carrier,  on  demand  by  th 
vendor,  while  the  latter's  right  of  stoppage  continues,  decline 
to  redeliver  to  the  vendor,  or  delivers  to  the  vendee,  he  wi 
become  liable  as  for  a  conversion. — 4  Ruling  Case  Law,  page  48! 
Inasmuch  as  no  particular  form  of  notice  and  demand  i 
required,  we  are  of  the  opinion  that  in  the  instant  case,  th 
notice  given  is  sufficient  to  hold  the  carrier  liable  for  the  los 
sustained. 

Carrier  Liable  for  Loss  of  Coal  in  Transit 
Connecticut. — Question:  A  car  of  commercial  coal  shippe 
from  the  mines  and  invoiced  at  101,248  pounds  arrived  at  An 
sonia,  was  placed  on  the  public  delivery  tracks  and  unloade 
by  a  local  truckman,  who  had  each  load  weighed  on  public 
scales  and  had  scale  tickets  furnished,  when  it  was  discovers 
that  only  95,320  pounds  had  been  received,  with  a  shortage  o 
5,928  pounds.  Claim  was  entered  against  the  railroad  compan) 
for  the  value  of  the  missing  coal,  together  with  the  freight  or 
same,  and  has  been  declined  by  the  railroad  company,  since  thej 
will  not  admit  liability  of  the  coal,  as  their  records  do  not  sho-v 
that  the  difference  occurred  between  the  time  car  was  delivere< 
to  the  carrier  and  the  time  it  was  turned  over  to  our  control 
in  other  words,  inferring  that  the  shortage  occurred,  on  th 
public  delivery  tracks  after  being  turned  over  to  us.  In  youi 
opinion,  is  the  railroad  company  liable  and  can  you  cite  an; 
decision  in  similar  cases? 

Answer:  It  is  a  well-established  rule  that  the  carrier  if 
liable  as  an  insurer  of  goods  intrusted  to  it  for  transportatioi 
and  is  liable  for  any  loss  and  damage  thereto,  unless  caused  bj 
the  act  of  God  or  the  public  enemy,  the  fault  of  the  shipper 
inherent  infirmities  of  the  goods,  or  bv  anv  act  of  public  au 
thority. 

So,  where  freight  is  lost  or  damaged  while  in  the  possessior 
of  the  carrier,  it  cannot  escape  its  common  law  liability 
merely  proving  that  the  loss  or  damage  was  not  occasioned  b; 
its  negligence  or  that  it  has  used  utmost  care  and  diligence 
In  the  instant  case  all  that  is  necessary  is  to  prove  tha 
the  amount  of  coal,  as  covered  by  the  invoice  was  delivered  t< 
the  carrier  and  that  the  same  quantity  was  not  received  at  deal 
tination.  This  places  the  burden  upon  the  carrier  to  show  thai 
the  goods  were  not  actually  delivered  to  it  for  transportation!! 

Value  in  Express  Receipt  Less  than  Actual  Value 
Wisiconsin. — Question:     Some  time  ago  one  of  our  customer^ 
returned  a  small  shipment  to  us  by  express  amounting  to  $25 
When  this  shipment  reached  us  same  was  in  very  bad  condition! 
and   the   entire   contents   were   missing.     We,   therefore,   filed  K« 
claim  against   the   express   company  for   the   total   loss   of  $25 
However,  through  an  oversight  on  the  part  of  the  shipper,  thej> 
declared  the  value  of  this  shipment  as  $20  on  the  express   n 
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ceipl.  Tin'  i  \|u-cs.s  oiiiipaitx  ha\c  now  refUHod  to  pay  the  entire 
aiiuuiiii  i>i'  our  claim,  advising  that  they  tire  only  responsible 
for  $20,  as  lliin  is  the  value  declared  on  the  express  receipt. 
Inasmuch  as  it  is  not  necessary  to  declare  the  value  of  a  ship- 
ment under  $50.  we  will  be  pleased  to  have  you  advise  us 
whether  th.  impress  company  is  not  liable  for  the  entire  loss  In 
this  instance. 

Answer:  The  Cummins  amendment,  which  also  applies  to 
express  companies.  :t;!  I.  C.  C.  698,  restores  the  law  to  full  lia- 
bility as  it  existed  prior  to  the  Carmack  amendment  of  1906, 

..it  when  property  is  lost  or  damaged  in  the  course  of  trans- 
portation under  such  circumstances  as  to  make  the  carrier  liable, 
recovery  is  had  for  the  full  value  or  on  the  basis  of  the  full 
value,  and.  i lien-lore,  invalidates  any  limitation  of  that  liability. 
wherever  or  in  whatever  form  it  is  found,  except  as  the  second 
Cummins  amendment  might  authorize  the  Interstate  Commerce 
Commission  to  maintain  express  rates  dependent  upon  the  de- 
dared  or  released  value  of  the  property  transported.  Thereafter 
certain  express  companies  petitioned  the  Commission  for  an 
order  authorizing  the  maintenance  of  express  rates  dependent 
on  the  value  of  the  property  shipped  by  express  as  declared  in 
w riling  by  the  shipper,  or  agreed  upon  in  writing,  and  submitted 
for  approval  proposed  classification  rules  and  forms  of  express 
receipts.  In  re  Express  Rates,  etc.,  43  I.  C.  C.  510,  the  Commis- 
sion held  that  an  order  be  entered  authorizing  the  maintenance 
of  existing  express  rates  dependent  upon  the  declared  or  re- 
leased value  of  the  property  transported,  and  that  a  stipulated 
form  of  express  receipt  be  used.  This  form  provides  that  in 
consideration  of  the  rate  charged  for  carrying  property,  which 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
ind  THE  TRAFFIC  WORLD  Is  the  logical  medium  for  getting  th» 
men  and  the  positions  In  touch  with  each  other.  The  rate*  tot 
classified  advertisements  ars  as  follows:  First  Insertion.  $1.99  p»' 
line:  minimum  charge.  $3. 00:  succeeding  Insertions,  per  line,  50c;  If 
words  to  the  line:  numbers  and  abbreviations  counted  as  word* 
<  point  type:  payable  in  advance.  Answers  to  keyea  advertisement* 
forwarded  free  and  all  correspondence  held  in  strict  confidence.  Tb» 
TRAFFTf  WORT.D.  418  South  Market  Street.  Chicago.  Til 

•POSITION    WANTED — By  accurate   accountant  and   traffic   man. 

Eighteen   vents'  schooling:   ten   railroad:  rating,  claims,  per  diem,  dis- 

"inents.  statistics,  co-operation  and  always  studying.     Now  taking 

c  course:  hlKh  record.     "Grade  1"   rating  by  Interstate  Commerce 

Commission.      Location    immaterial.      Let    me    give    you    detail,    refer- 

Adilresx  (\\R-7.  Traffic  World.  Chicago. 

POSITION    WANTED — As   traffic   manager  with  established   flrm: 

thirteen    years'     railroad    and    industrial    experience,    middle    west    or 

li  preferred:  age  thirty.     Address  "E.  W.."  Traffic  World.  Chicago. 

POSITION    WANTED — Traffic  Manager  or  assistant,   over  sixteen 

•years'  practical  railroad  and  industrial  experience.     Verged  in  handling 

us,     rate    adjustments    and    procedure    before    various    regulatory 

todies.     N'ow  employed  and  desire  to  locate  in  Chicago.     Married:  age 

34.     Excellent  credentials.     Address  U.  L.  L..,  321. 

POSITION  WANTED — As  Traffic  Manager  or  Assistant;  eight 
years'  railroad  and  industrial  experience,  complete  knowledge  of 
claims,  rates  and  general  traffic.  Prefer  Chicago.  Address  A.  R.  T. 
•319,  Traffic  World.  Chicago.  111. 

POSITION  WANTED — Traffic  executive  holding  important  rail- 
way position  qualified  as  examiner  Interstate  Commerce  Commission 
seeks  wider  Held.  Address  R.  E.  E.  301,  care  Traffic  World,  Chi- 
cago. III. 

POSITION  WANTED — By  man  experienced  in  all  phases  of  traffic, 

liMih  commercial  and   railroad.     Versed   in  carriers'   liability,   handling 

drums    and     rate    adjustments.       Familiar    with     import-export    pro- 

.    Hi-can    rates   and   insurance.     Age   36.     Good  credentials.     Ad- 

A.   N.  O    SI 7.  Traffic  World.  Chicago. 

POSITION     WANTED — Traffic    Manager    or    Assistant:    over    ten 

i  i.ictir.i]    railroad   and   six   years'    industrial   experience.      Com- 

knowli -ilt-'c  of  claims,  rates,  routings,  tariff  file  and  general  traffic 

and     Interstate    Commerce    decisions.       Will     locate    anywhere. 

ess  M.  T  .  care  Traffic  World.  SI  K.   42nd  Street.  New  York  City. 

FOR   SALE — Several  cars  first  class  6x8 — 8  ft.   No.   1  Oak  Ties  for 
.-diatf   sliii.nn nt.      Also  some  7x9  and  6x8  oak  switch  ties.     L.  E. 

Hi.    Kilwardsliuri;'.    -Mich. 

WANTED — Complete  tariff  file.  In  writing  specify  tariffs  on  hand, 
giving  number  and  designation.  Will  return  index  if  forwarded  for 
checking.  Address  E.  W.  I.  313.  Traffic  World.  Chicago.  111. 


IK  dependc  nl  upon  the  value  anil  is  based  upon  an  agreed  valua- 
tion of  not  exceeding  $f>i>  for  any  shipment  of  one  hundred 
pounds  or  less,  and  not  exceeding  f>0  rents  perpound  actual 
weight  for  any  shipment  In  excess  of  one  hundred  pounds,  un- 
less a  greater  value  Is  declared  at  the  time  of  the  shipment, 
that  the  shipper  agrees  that  the  company  shall  not  be  liable 
In  any  event  for  more  than  $50  for  any  shipment  of  one  hundred 
pounds  or  less,  or  for  more  than  50  cents  per  pound,  actual 
weight,  for  any  shipment  weighing  more  than  one  hundred 
pounds,  unless  a  greater  value  is  stated. 

The  only  authority  for  limiting  the  currier's  liability  to.  an 
amount  less  than  the  full  value  of  the  properly  lost  or  damaged 
is  that  the  rate  has  been  charged  dependent  upon  the  value 
declared  or  agreed  upon.  If,  for  Instance,  the  shipper  declares 
a  value  less  than  the  value  upon  which  the  rate  Is  based,  so 
that  no  benefit  accrues  to  the  shipper  by  reason  of  much  lesser 
declared  value,  then  there  would  be  no  consideration  passing 
between  the  shipper  and  carrier  for  such  declared  or  agreed 
value,  and  the  shipper  would  be  entitled  to  the  full  actual  value 
of  the  lost  or  damaged  property,  provided  it  did  not  exceed  the 
value  fixed  by  the  particular  rate  charged. 

Therefore,  as  the  express  companies  have  published  no  rate 
dependent  upon  values  less  than  $50,  assuming  that  the  rate 
charged  on  the  shipment  in  question  valued  at  $25  was  the  same 
as  would  have  been  charged  If  the  shipment  was  valued  at  $50, 
we  are  of  the  opinion  that  if  the  shipment  described  was  lost 
or  wholly  destroyed  and  worth  $25,  that  this  amount  can  be 
recovered  from  the  express  company,  even  though  the  declared 
or  agreed  value  was  only  $20. 

Liability   of   Initial    Line   Under   Carmack   Amendment 

Illinois. — Question:  Shipment  from  point  of  origin  "A"  to 
destination  "B"  arrived  at  "B"  slightly  marred  and  scratched. 


'WANTED. 
CAK-7"    abovi 


ATTENTION — General       Manager:         Please       read 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE    POSSESSION    WHEN    NEXT    IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

WhitefUld  Sammi. 


Phone  Main  2210 


417  SOUTHERN  BUILDING 


The  Liberty  Highway  Company 

Will  Get  It  at  Detroit  or  Toledo 

Detroit  is  so  situated  that  It  will  always  have  serious  transportation 
problems.  When  conditions  are  normal  throughout  the  Country, 
Detroit  Terminal!  are  congested  to  such  an  extent  that  even  Merchan- 
dise Cars  are  delayed  from  48  to  96  hours. 

Shippers  often  find  embargoes  placed  against  them  when  they  offer 
their  goods  for  transportation  at  various  freight  stations,  due  to  the 
enormous  tonnage  that  flows  daily  out  of  that  City. 

TOLEDO,  on  the  other  hand,  has  facilities  to  handle  ANY 
and  ALL  TRANSPORTATION  DIFFICULTIES 

because  of  the  numerous  lines  centering  here. 

Route  Your  Freight-CARE  LIBERTY  HIGHWAY  at  TOLEDO 

for  prompt  handling  and  expeditions  delivery 

PHONES— Detroit.   West   1111. 

Toledo.   Bell   Main   26(6 — Home,   Main   6591. 

FREIGHT  HOUSES — Detroit.  1035   14th  St.    Toledo — 211-211   Lucas  St. 


J.  W.  ROBERTS.   President 


KKED  I'ETTUOIIN.   Vice  President 


STANLEY  We 


The    Roberts  -  Petti  john  -  Wood    Corporation 

Accounting    Service 

A  MMOU  IM/PIUQ  the  appointment,  as  Eastern  Manager,  of  MR.  FRED  A.  DAVIS,  with  Headquarters 
«f&n  JIM  vJ'  VJ  AM  ^JtacJ'  at  Washington.  Mr.  Davis  was  formerly  Comptroller  of  the  New  York  Dock  Company 
and  the  New  York  Dock  Railway.  He  previously  served  as  Chief  Accountant,  United  States  Railroad  Administration  at 
Washington;  and  as  Assistant  Auditor  of  Disbursements  of  the  Atchison.  Topeka  and  Santa  Fe  Railway  Co. 

Mills  Building.  Washington.  D.  C.  Twenty  East  Jackson.  Chicago 
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accepted  by  consignee  and  freight  charges  paid.  Consignee,  in 
corresponding  with  shippers,  was  instructed  to  return  shipment 
to  shippers  for  repairs.  A  new  bill  of  lading  was  taken  out  at 
"B"  and  shipment  returned  to  "A"  via  a  different  route  than 
the  original  route  from  "A"  to  "B,"  the  bill  of  lading  carrier  at 
"A"  on  the  first  move  not  making  delivery  at  "A"  on  the  return 
move,  the  shipment  being  very  badly  damaged  on  the  move  from 
"B"  to  "A.". 

Will  you  please  advise  if  the  bill  of  lading  carrier  at  "A" 
can  be  held  liable  to  the  owner  for  the  entire  damage;  should 
the  claim  for  damage  be  filed  on  the  first  or  second  move,  or 
should  it  be  separated? 

Answer:  The  Carmack  amendment  is,  in  effect,  only  for 
the  purpose  of  enabling  the  shipper  to  obtain  redress  from  the 
initial  carrier  for  any  breach  of  the  original  contract  of  shipment, 
regarded  as  the  through  contract.  It  matters  not  that  the  route 
is  selected  by  the  shipper,  and  is  one  over  which  the  carrier  has 
no  through  rate.  N.  &  W.  Ry.  vs.  Dixie  Tobacco  Co.,  228  U.  S. 
593,  57  L.  Ed.  980,  33  Sup.  Ct.  609.  And  does  not  cover  damages 
arising  from  the  breach  of  a  new  contract  entered  into  at  des- 
tination and  after  arrival  of  the  goods,  between  the  shipper  and 
the  delivering  carrier.  Wien  vs.  N.  Y.  C.  &  H.  Railroad  Co., 
152  N.  Y.  154,  158. 

Inasmuch  as  the  movement  from  point  "A"  to  point  "B" 
is  covered  by  separate  contract  of  affreightment,  the  liability 
of  the  carrier,  as  contemplated  by  the  Carmack  amendment, 
ended  upon  delivery  of  the  shipment  at  point  "B,"  its  original 
destination.  So,  the  carrier  at  point  "A"  can  only  be  held,  un- 
der the  Carmack  amendment,  for  the  amount  of  damages  sus- 
tained on  the  original  movement. 

Collection   of   Freight  Charges 

Illinois.  —  Question:  "A"  buys  a  carload  of  material  from 
"B"  on  the  Pacific  coast  at  a  certain  price,  f.  o.  b.  Chicago,  111. 
While  car  is  in  transit  "A"  sells  same  to  "C"  at  a  certain  price 
f.  o.  b.  a  point  in  Michigan,  all  charges  to  follow.  The  railroad 
company  delivers  the  carload  of  material  to  "C"  at  the  Michigan 
point  of  destination,  but  does  not  collect  its  freight  charges. 
The  material  is  received  and  unloaded  by  "C,"  who  resells  same. 
No  dispute  arises  concerning  the  material  and  "C"  pays  "A" 
for  the  material  only.  "C"  gets  into  financial  difficulty,  how- 
ever, and  does  not  pay  railroad  the  freight  charges  on  said  car. 
Can  the  railroad  company,  after  having  failed  to  collect  its 
freight  charges  upon  making  delivery  of  the  car,  fall  back  on 
either  "A"  or  "B"  for  the  freight  charges? 

Answer:  Regarding  collection  of  freight  charges,  the  Inter- 
state Commerce  Commission,  in  Conference  Ruling  314,  said, 
"The  law  requires  the  carrier  to  collect,  and  the  party  legally 
responsible  to  pay,  the  lawfully  established  rates  without  devia- 
tion therefrom.  It  follows  that  it  is  the  duty  of  carriers  to 
exhaust  their  legal  remedies  in  order  to  collect  under  charges 
from  the  party  or  parties  legally  responsible  therefor.  It  is  not 
for  the  Commission,  however,  to  determine  in  any  case  which 
party,  consignor  or  consignee,  is  legally  liable  for  the  under- 
charge, that  being  a  question  determinable  only  by  a  court  hav- 
ing jurisdiction,  and  upon  the  facts  of  each  case.  Superseding 
rulings  3  and  187.  See  also  rulings  16  and  156  and  Y.  &  M  V. 
R.  Co.  vs.  Zemurray,  238  Fed.  789)." 

In  Central  R,  Co.  of  New  Jersey  vs.  MacCartney  (New 
Jersey),  52  Atlantic  575,  the  court  said:  "Where  the  consignor 
of  goods  on  his  own  account  contracts  with  a  common  carrier 
for  their  transportation,  such  consignor  is  prima  facie  liable 
to  pay  the  charges  of  transportation,  and  the  mere  fact  that  the 
charges  are  left  unpaid  by  the  consignor,  and  are  to  be  collected 
from  the  consignee  at  destination  does  not  discharge  the  con- 
signor from  liability  to  the  carrier." 

The  general  rule  is  that  the  carrier  has  a  right  to  look  for 
his  compensation  to  the  person  who  required  him  to  perform 

service  by  causing  the  goods  to  be  delivered  to  him  for 
transportation,  and  that  person  is  generally,  of  course,  the  ship- 
per named  in  the  bill  of  lading,  or  the  consignor.  Finn  vs 
West  R.  R.  Co.,  112  Mass.  524. 

If  the  carrier  sees  fit  to  waive  his  right  of  lien  and  to 
deliver  the  goods  without  payment  of  the  freight,  his  right  to 
resort  to  the  shipper  for  compensation  -still  remains  Holt  vs 
Westcott,  43  Me.  445;  Wooster  vs.  Tarr  &  Allen  (Mass)  270-' 
Hayward  vs.  Middleton,  3  McCord  L.  (S  C  )  121 
Order  Notify  Shipment—  Party  to  File  Claim  for'  Loss  or  Damage 

Michigan.—  Question:     A  shipment   sight   draft   against   bill 
of  lading,   or,  in   other  words,   shipped   to   order  or  consignor 
tify  person  who  is  to  claim  merchandise,  arrives  at  point  of 
destination  damaged  and  also  a  portion  of  shipment  is  missing 
Upon  whom  does  the  duty  of  filing  claim  fall,  the  consignor  or 
^  n°tlfled  Of  the  arrival  of  the  shipment 


Personal  Notes 


Answer:     Inasmuch  as  under  an  order  notify  shipment  the 
1  wne8fni  ^a88.to  the  conBl^ee  unt»  the  draft  is  paid  and 
Iran       «  f    av'Dg  l8  taken  up  by  the  consignee,  which  is  gen- 
erally after  the  arrival  of  the  shipment  at  destination,  the  risk 
ransDortation  is  in  the  consignor  and  therefore  the  consignor 


C.  W.  Brosius  has  been  appointed  general  freight  agent  foj 
the  Texas  &  Pacific  Railway  at  New  Orleans. 

The  following  New  York  appointments  have  been  announced 
by  the  Lehigh  Valley  Railroad  Company:  H.  C.  Hamilton! 
freight  traffic  manager;  O.  F.  Johnson,  general  freight  agent; 
A.  C.  Mclntyre,  assistant  general  freight  agent;  J.  F.  Sullivan, 
assistant  to  traffic  manager. 

Robert  H.  Blake  has  been  appointed  associate  director  o 
the  Cunard  Steamship  Company,  with  offices  in  New  York.  He 
was  formerly  general  freight  manager  of  the  company. 

G.  C.  Whitney  has  been  appointed  general  agent  of  the 
Texas  &  Pacific  Railway  at  Pittsburgh,  vice  R.  R.  Hollinger 
promoted. 

R.  R.  Hollinger  is  appointed  general  eastern  agent  of  the 
Texas  &  Pacific  Railway,  with  headquarters  in  New  York,  vice 
C.  W.  Brosius,  promoted. 

The  Association  of  Railway  Executives,  at  a  meeting  Janu 
ary  7  in  New  York,  presented  Thomas  DeWitt  Cuyler,  chairman 
an  Old  English  silver  salver  and  a  letter  expressing  apprecia 
tion  for  the  work  he  had  performed  in  the  last  two  years.  The 
committee  in  charge  of  the  presentation  numbered  among  its 
members  executives  of  nine  of  the  country's  great  railroad  sys 
terns. 

Charles  E.  Elaine,  formerly  with  the  Arizona  Packing  Com 
pany,  and  F.  A.  Jones,  a  former  member  of  the  Arizona  Cor- 
poration Commission,  have  formed  a  partnership  in  Phoenix 
Ariz.,  for  the  purpose  of  handling  transportation  matters,  rate 
adjustments  and  traffic  litigation.  The  new  firm  is  known  as 
the  Southwest  Traffic  and  Public  Utilities  Bureau. 

The  Director-General  of  Railroads  has  announced  the  ap 
pointment  of  J.  G.  Code  as  staff  officer,  vice  W.  J.  Harahan 
resigned  to  become  president  of  the  Chesapeake  &  Ohio.  R.  J 
Turnbull  and  C.  Y.  O'Neal  have  been  appointed  assistants  tc 
the  staff  officer.  The  staff  officer  and  his  assistants,  in  addition 
to  the  matters  heretofore  handled  by  that  office,  are  now  ad 
justing  claims  remaining  unadjusted  by  railway  adjustment 
boards  numbers  two  and  three. 

V.  F.  Sweeney  has  been  appointed  contracting  freight  agent 
for  the  Atlanta  &  West  Point  Railroad  Company,  the  Western 
Railway  of  Alabama  and  the  Georgia  Railroad,  with  headquar 
ters  in  St.  Louis. 

F.  G.  Stebbfns  has  been  appointed  district  freight  agent  foi 
the  Baltimore  &  Ohio  at  Dallas.  C.  W.  Browder  has  been  ap 
pointed  district  freight  agent  at  Kansas  City. 

The  Nashville,  Chattanooga  &  St.  Louis  has  announced  the 
appointment  of  Homer  Cain  as  general  agent  at  Kansas  City 
succeeding  E.  J.  Stegner. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

At  the  annual  meeting  of  the  Traffic  Club  of  New  England 
December  16,  the  following  officers  were  elected:  President 
Charles  A.  Anderson;  vice-presidents,  Gerrit  Fort,  L.  Wildes 
C.  B.  Baldwin  and  F.  W.  Hunt;  secretary-treasurer,  P.  L.  Stuart 
The  offices  of  the  club  have  been  moved  from  640  to  539  Old 
South  Building,  Boston.  The  regular  monthly  dinner  and  meet 
ing  was  held  at  the  Boston  City  Club  January  14.  The'  speakers 
were  Franklin  H.  Wentworth,  who  spoke  on  "Fire  Prevention,' 
and  Frederick  L.  Watts,  whose  subject  was  "Marine  Insurance.' 


At  the  second  meeting  of  the  newly  organized  Traffic  Man 
agers'  Club  of  Brooklyn,  the  following  officers  were  elected: 
President,  Hugh  Miller,  Robert  Gair  Company;  vice-president 
R.  A.  Higgins,  Doehler  Die  Casting  Company;  secretary-treasurer 
Frank  E.  Grace,  Brooklyn  Chamber  of  Commerce;  executive 
committee,  J.  A.  Hoffman,  American  Manufacturing  Company 
chairman;  E.  J.  McAllister,  Alart  &  McGuire  Company;  G.  W 
Covert,  E.  W.  Bliss  Company;  R.  D.  Simons,  Mergenthalei 
Linotype  Company;  P.  L.  Gerhardt,  Bush  Terminal  Company; 
E.  W.  Margetts,  Jones  Brothers  Tea  Company. 

The  Traffic  Club  of  Kalamazoo,  recently  organized,  now  num- 
bers thirty  members.     The  officers  are:     President,  W.  C.  Thorns,. 
Michigan  Central  Railroad;   vice-president,  L.  R.  Fulton,  Barley: 
Motor    Car     Company;    secretary,    G.    J.    Bolender,    Kalamazoo 
Chamber  of  Commerce;   treasurer,  A.  H.  Bock,  New  York  Cen-;' 
tral.     Meetings   are   held   twice   a   month   in   the   rooms   ot   the! 
Kalamazoo  Chamber  of  Commerce. 


The   second  annual   meeting  of  the  Industrial  Traffic   Club, 
of  the  Niagara  Frontier  was  held  at  the  Lafayette  Hotel,  Buf-1 
falo,  January  10.     Committee   reports   were  heard   and   the  fol' 
lowing     officers    were     elected:     President,    W.    D.    Sanderson:, 
vice-presidents,  J.  P.  Daly,  Henry  Adema.  W.  J.  McKibbin;   sec-ij 
retary,  E.  J.  Sheridan;  treasurer,  A.  W.  Kirton;   directors,  R.  S. 
Brennesholz,  Frank  E.  Williamson,  W.  W.  Hamill,  W.   C.   Day 
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The  NEW  CRUISING  STEAMER 


Displacement 
21,167  Tons 


HAWKEYE  STATE 


Speed 
IV.  Knots 


Maiden  Voyage,  Sailing  From  Baltimore,  Md.,  February  15, 1921 
EXPRESS  FREIGHT  SERVICE          DE  LUXE  PASSENGER  SERVICE 

Direct  Freight  Service  to  the  Following  Portsi 

Port  of  Los  Angeles,  San  Francisco,  Honolulu,  Hilo 
and  Other  Ports  of  Call  in  the  Hawaiian  Islands 

For  Passengers:  A  delightful  cruise  with  one-day  stop-over 
and  shore  excursion  at  Havana,  Cuba  and  the  Panama  Canal 
as  well  as  regular  Ports  of  Call. 

MATSON  NAVIGATION  COMPANY 


BALTIMORE,  MD. 
26  South  Gay  Street 


SAN  FRANCISCO 
120  Market  Street 


HONOLULU 
CASTLE  &  COOKE,  LTD. 


Be  a  Certified 
Traffic  Manager 

Learn  By  This 

New  Quick.  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

G«t  into  this  new  big  pay  field  now  1  The  traffic  director  of  a  Detroit 
concern  earns  $19,600  a  year — a  Cleveland  traffic  man  receives  $24,000. 
Of  course  every  man  cannot  equal  these  brilliant  successes,  but  number- 
less traffic  positions  pay  from  $2,500  to  $10,000  a  year.  The  work  is 
fascinating  and  intensely  interesting  and  the  rewards  are  big.  Thou- 
sands of  men  are  needed  now.  Why  don't  you  qualify  for  one  of  these 
bi»  pay  jobs  7 

Learn  in  Spare  Time 

You  can  quickly  master  the  secrets  of  traffic  management  through 
our  simple  method  of  spare  time  study.  The  American  Commerce  Asso- 
ciation staff  of  experts  can  qualify  you  for  a  good  traffic  job  in  an 
amazingly  short  time.  Yon  don't  need  to  take  a  moment's  time  from 
your  present  work — and  after  you  have  qualified  we  assist  you  to  secure 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  send  you  this  free  Illustrated  book  on  traffic  management  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundreds  of  suc- 
cessful members  and  what  they  say  of  the  A.  C.  A.  Learn  how  we  can 
help  you  to  a  lasting  success  and  a  position  of  prestige  and  importance. 
Don't  delay  I  Send  us  a  postal  today  I  Address 

AMERICAN  COMMERCE  ASSOCIATION 

Dept.  21-B  4043  Drexel  Blvd.,  Chicago,  111. 


WOOD  BOXES 

Are  the  Safest  Containers 


We  Manufacture  Only 

Quality  Containers  for 

Domestic   and    Export 

Shipments 


DAVID  M.  LEA  &  CO.,  Inc. 

RICHMOND,  VA. 


roaCICN 

FHIICMT 

FOBWAPQlRi 

CUSTOMS  BROW1S 

MARINE 
INSURANCE 


Consolidated  Cars 

despatched  regularly  from  North  Pier  Ter- 
minal Warehouse,  365  East  Illinois  St.,  to  At- 
lantic and  Pacific  Ports. 

Freight  received  at  above  address  or  at  Chi- 
cago Tunnel  Station  No.  2,  Dearborn  Ave. 
and  North  Water  St.,  and  Station  No.  4, 
Roosevelt  Road  and  Canal  St. 

Distributing  of  carload  merchandise  to  and 
from  all  sections  of  the  United  States  is  han- 
dled by  us  at  above  warehouse. 

D.  C.  ANDREWS  &  CO.,  Inc. 


New  York 
Boston 
Philadelphia 
Baltimore 


Established   1884 

14  East  Jackson  Boulevard 
CHICAGO 


New  Orleans 
San  Francisco 
Seattle 
Buenos  Aires 


A.  C.  SHERRARD.  Chicago  Manager 

Ajenti  Throughout  the  World.  Telephone  Harmon  1048-1043 


TRAFFIC    MANAGERS 

The    I.   C.   C.    Special    Permission   No.  50340,   August  5,   1920,   Gives    the  Transportation 
Companies  Eighteen  Months  (16^%  to  be  Issued  Every  3  Months)  to   Publish  Their  Tariffs. 

We  are  publishers  of  the  following  Standard  Loose  Leaf  All-Rail  Freight  Rate  Guides 


United  States  Edition 


From  the  Principal  Cities 
of  the  United  States 


EASTERN  EDITION  from 
New  York,  Philadelphia,  Boston  and  New  England 


CANADA  EDITION  from 
Montreal,  Toronto,  Hamilton  and  London 


INC.,  RocH. 


IM.  V. 


Traffic  and  Railroad  Men  wanted  to  sell  these  Editions  in  all  citiet,  on  spare  time.     Liberal  commission  paid. 
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ton,  H.  E.  Burber,  H.  H.  Marsales,  Godfrey  Morgan  and  W.  G. 
Johnston. 


The  Transportation  Club  of  Detroit  will  hold  its  monthly 
luncheon  at  the  Fellowcraft  Athletic  Club,  January  22.  Wm.  J. 
Gray,  vice-president,  First  and  Old  Detroit  National  Bank,  will 
speak  on  "The  Financial  Aspect." 

The  annual  dinner  of  the  Toledo  Transportation  Club  will 
be  held  at  the  Toledo  Club,  January  20.  J.  Fred  Townsend, 
former  president  of  the  Pittsburgh  Traffic  Club,  will  be  toast- 
master.  The  principal  speakers  will  be  Dr.  Charles  Aubrey 
Eaton,  editor  of  Leslie's  Magazine,  and  probably  George  H. 
Ingalls,  vice-president  of  the  New  York  Central  Lines. 

The  Transportation  Club  of  Decatur  will  have  a  dinner  at 
the  Orlando  Hotel,  on  January  27.  The  speaker  will  be  George 
Blair  of  Wilson  &  Co.,  Chicago. 


The  annual  meeting  and  election  of  officers  of  the  York 
Traffic  Club  of  York,  Pa.,  will  be  held  January  28.  The  annual 
banquet  will  be  held  early  in  February. 


At  the  annual  dinner  of  the  Traffic  Club  of  Indianapolis, 
held  at  the  Hotel  Severin,  December  29,  the  following  officers 
were  elected:  President,  F.  A.  Butler;  vice-presidents,  B.  W. 
Fredneburb,  G.  K.  Jeffries  and  W.  S.  Parkhurst;  secretary- 
treasurer,  George  N.  Baker;  board  of  directors,  J.  A.  MacGregor, 
chairman;  W.  H.  Coltharp,  A.  S.  Winter,  I.  L.  Frye,  E.  M.  Elliot, 
F.  B.  Humston,  L.  L.  Fellows. 


GRAIN  AND  LUMBER  CONFERENCES 

An  attempt  was  to  be  made  by  carriers,  in  conferences  at 
Chicago  on  January  14  and  15,  to  restore  relationships  on  grain 
moving  to  Gulf  and  Atlantic  ports  and  on  lumber  moving  from 
the  southwest  via  St.  Louis  and  Thebes. 

Conferences  on  both  subjects  were  to  be  held  in  Eugene 
Morris's  office,  rates  on  grain  to  be  considered  January  14  and 
on  lumber  the  following  day. 

Prior  to  the  disruptive  effects  of  the  fifteen  per  cent  case, 
General  Order  No.  28  and  Ex  Parte  No.  74,  the  rates  on  grain 
to  the  Gulf  ports  was  from  four  to  six  cents  under  the  rates  to 
the  Atlantic  ports.  The  rate  from  Kansas  City  to  Galveston 
was  considered  one  yard  stick  and  the  rate  from  th 
to  New  York  another. 

At  present  the  spread  is  about  fourteen  cents,  the  result 
being  that  the  gulf  ports  are  drawing  a  considerable  quantity 
of  gram,  the  lines  reaching  the  Mississippi  river  crossings  and 
Chicago  would  like  to  carry  to  the  east. 

In  nearly  every  case  in  which  the  relationship  of  rates  was 
ordered  to  be  disturbed  the  Commission  advised  the  carriers 
to  restore  them  as  early  as  possible  in  the  shortest  possible 
time.  That  admonition  was  particularly  strong  and  pointed  in 
Ex  Parte  No.  74.  At  times,  shippers  have  expressed  wonder 
whether  the  agents  of  the  carriers  were  able  to  read  the  ad- 
monitions or  whether  they  thought  the  Commission  was  merely 
amusing  itself  when  it  wrote  them. 

The  conference  on  grain  was  to  have  been  held  in  Wash- 
ington on  January  13,  but  western  carriers  preferred  Chicago, 
wherefore  it  was  transferred  to  that  city  and  the  date  changed. 
Director  Hardie,  of  the  Commission's  bureau  of  traffic,  was  to 
attend  both  conferences,  but  they  were  to  be  railroad  affairs  and 
not  Commission  conferences.  The  director  was  merely  to  be 
there  to  keep  the  Commission  informed  as  to  the  progress  of 
the  negotiations  between  the  shippers  and  carriers  in  the  first 
instance,  and  later  between  the  conflicting  carrier  interests. 

The  question  of  lumber  rates  from  the  southwest  via  St. 
Louis  and  Thebes  was  created  almost  exclusively  by  the  Com- 
mission's decision  in  Ex  Parte  No.  74.  Until  then  the  rates 
via  the  two  gateways  were  the  same.  Owing  to  the  different 
methods  used  in  stating  the  rates,  Thebes  is  now  a  bit  higher 
than  St.  Louis,  which  is  not  to  the  liking  of  either  carriers  or 
shippers  interested  in  movements  via  that  point. 

This  disruption  comes  from  the  fact  that,  while  the  rates 
were  the  same  prior  to  Ex  Parte  No.  74,  the  applicable  rules 
laid  down  in  that  decision  do  not  give  the  same  rates  now. 
The  old  Thebes  rates  were  made  on  combinations  that  worked 
out  the  same  result  as  the  joint  rates  via  St.  Louis. 

Unless  some  way  is  found  for  again  placing  the  two  points 

a  parity  of  rates,  St,  Louis  will  become  the  popular  crossing 
or  gateway,  to  the  hurt  of  the  carriers  and  shippers  desiring 
to  use  the  Thebes  gateway. 

That  the  matter  Is  not  an  easy  one  may  be  Inferred  from 

s  of  letters  already  written  on  the  subject  of  making 

•ates   on   combination.     The   carriers,   however,   are  under  the 

injunction  to  restore  old  relationships  as  soon  as  possible  and 

I  have  to  find  some  way  for  accomplishing  the  task 

laid  on  them  by  the   Commission. 


COAL  PRODUCTION  REPORT 

The  Traffic   World   Washington  Bureau 

The  total  production  of  soft  coal  in  1920  was  about  556,516,- 
000  tons,  according  to  estimates  made  by  the  Geological  Survey, 
Department  of  the  Interior,  in  its  weekly  report  on  coal  produc- 
tion under  date  of  January  8.  The  amount  produced  was  greater 
than  during  any  year  except  the  war  maximum  of  1918. 

"This  is  an  estimate  based  on  records  of  shipments  over 
the  principle  coal-carrying  roads,  and  will  be  revised  on  receipt 
of  figures  covering  the  last  week  of  the  year  from  certain  roads 
not  yet  heard  from,"  the  Survey  said.  "The  figure  will  then  stand 
as  the  best  estimate  which  can  now  be  made  by  the  Geological 
Survey  until  its  annual  canvass  of  the  mines  is  completed.  Ex- 
perience indicates  that  the  margin  of  error  in  the  estimate  prob- 
ably does  not  exceed  2  per  cent,  and  is  likely  to  be  much  less." 

The  output  for  each  of  the  preceding  three  years  was  as  fol- 
lows: 1919,  458,063,000  tons;  1918,  579,386,000  tons,  and  1917, 
551,790,000  tons. 

In  the  week  ending  January  1  the  output  of  soft  coal  was 
(estimated)  9,571,000  tons,  a  decrease  of  112,000  tons  when  com- 
pared with  the  preceding  week. 

Preliminary  estimates  based  on  records  of  cars  loaded,  as 
reported  to  the  Survey  by  the  railroads,  indicates  that  the  total 
production  of  anthracite  for  the  calendar  year  1920  was  89,100,000 
net  tons,  an  increase  over  1919  of  about  1,000,000  tons. 

"The  outstanding  feature  of  the  mine  reports  for  the  week  of 
December  25  was  the  continued  softening  of  the  market,  which 
was  abscured  by  the  occurrence  of  the  Christmas  holiday,"  the 
Survey  said.  "On  the  average  losses  attributed  to  'no  market' 
rose  from  3.9  to  6.3  per  cent  of  full  time. 

"The  all-rail  movement  to  New  England  in  the  week  ended 
January  1  was  maintained  at  about  the  same  rate  as  during  the 
preceding  week.  The  total  number  of  cars  forwarded  through  the 
five  rail  gateways  of  Harlem  River,  Maybrook,  Albany,  Rotter- 
dam, and  Mechanicsville,  as  reported  to  the  American  Railroad 
Association,  was  4,779.  Compared  with  Christmas  week  this  was 
an  increase  of  146  cars,  or  less  than  one-half  of  one  per  cent. 
The  total  for  the  week  was  greater  by  over  23  per  cent  than  dur- 
ing the  corresponding  week  in  1919,  which  was  the  first  week  of 
fairly  normal  movement  after  the  great  strike,  and  was  more  than 
50  per  cent  larger  than  1918." 


COAL  FOR  WAR  DEPARTMENT 

The  Traffic   World   Washington  Bureau 

Col.  D.  B.  Wentz,  president  of  the  National  Coal  Association, 
testifying  before  the  Senate  committee  on  reconstruction  and 
production  last  week  in  regard  to  his  coal  purchases  for  the 
War  Department,  said  that,  while  he  was  authorized  to  pur- 
chase 275,000  tons  of  soft  coal,  he  had  strongly  advised  the 
department  against  making  a  contract  for  immediate  delivery. 
He  said  that,  against  his  advice,  he  was  directed  in  the  early 
fall  months  to  buy  a  part  of  the  275,000  tons  and  that  he  bought 
72,979  tons  at  prices  ranging  from  $9.59  to  $4.67  a  ton,  instead 
of  $11,  the  maximum  provided  for  under  his  contract.  He  said 
he  received  50  cents  per  ton  commission,  or  a  total  of  approxi- 
mately $36,000. 


Our  Washington  office  is  your  Washington  office  if 
yon  are  a  DAILY  TRAFFIC  WORLD  subscriber. 


GUTHEIM  QUIZZED  ON  ORDER  10 

The  Traffic   World   Washington  Bureau 

A.  G.  Gutheim,  a  member  of  the  American  Railway  Asso- 
ciation's car  service  division,  was  called  before  the  Calder  com- 
mittee of  the  Senate  on  January  6  and  asked  about  the  confer- 
ences, especially  the  one  in  New  York,  preceding  the  issuance 
of  Service  Order  No.  10,  which  directed  the  mines  in  the  dis- 
tricts that  customarily  supply  lake  cargo  coal  to  send  pro  rata 
shares  to  the  lower  lake  ports  to  fill  the  requirement  that  4,000 
cars  be  dumped  daily  to  enable  the  Northwest  to  obtain  its 
share  of  coal.  He  said  he  opposed  the  issuance  of  the  order 
in  the  form  in  which  it  was  put  out.  The  Commission  came 
nearer  adopting  the  form  suggested  by  the  National  Coal  As- 
sociation. 

Division  of  opinion  took  place  o^er  the  proposition  put 
forth  by  Gutheim,  as  the  representative  of  the  railroads,  that 
the  order  should  merely  give  preference  to  those  operators 
who  held  contracts  to  supply  the  Northwest.  The  Commission 
doubted  its  power  to  issue  an  order  requiring  the  fulfillment 
of  contracts,  or  even  to  aid  in  the  filling  of  contracts  by  op- 
erators who  were  willing  to  observe  them.  The  coal  men. 
Gutheim  said,  were  opposed  to  any  such  limitation.  They  were 


COST  OF   RAILROAD   FUEL 

The  Commission  has  instituted  "a  proceeding  of  inquiry  and 
investigation,"  in  No.  12086,  Cost  and  Tonnage  of  Railroad  Fuel 
in  1920,  to  get  the  information  requested  by  the  Senate  in  the 
resolution  submitted  recently  by  Senator  Nelson  of  Minnesota. 
The  resolution  (see  Traffic  World,  January  1,  p.  10)  called  for 
a  report  showing  the  increased  cost  of  fuel  to  the  railroads  in 
1920  over  what  the  cost  was  in  1919. 
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Pacific — Caribbean — 
Gulf  Line 

(Swayne  and  Hoyt,  Inc.,  Owners) 

Steel  Steamers 
DIRECT    SERVICE 

BETWEEN 

New  Orleans — San  Francisco 

and  other  United  States  Pacific  Coast  Ports 

Via  Panama  Canal 

New  Orleans — Puerto  Colombia  and  Cartagena,  Col.,  S.  A. 

ALSO 

Canal  Zone  and  Panama,  West  Coast  Ports  of  Central 
America  and  Mexico,  and  Transhipment  Service  via  Cris- 
tobal, C.  Z.,  to  West  Coast  Ports  of  South  America  as 
Cargo  Offers. 

S.S.  ELDORADO— Loading  New  Orleans  Late  January 

S.S.  EASTERN  SWORD— Early  February  { ^JSu""' 

S.S.  IRIS — Loading  New  Orleans  Late  February 

S.S.  ALVAR ADO —Loading  New  Orleans  Late  March 

Rates  quoted,  booking!  and  other  information  furnished  upon  application 

THE  J.  H.  W.  STEELE  COMPANY,   Agents 

630  Common  St.,  New  Orleans,  La. 


220— 21  it  Street 
Gilreston,  Texas 


OFFICES  ALSO  AT 

50  Broad  Street 
Texas  City      New  York  City 


485  California  Street 
San  Francisco,  Calif. 


WARD  LINE 

Regular  Services  and  Frequent  Sailings 

Belgium,  France,  Germany,  Holland, 
Portugal,  Spain,  Canary  Islands,  Argen- 
tine, Brazil,  Bahamas  (Nassau),  Cuba, 
Mexico,  River  Plate, 
Uruguay,  West  Indies. 


Sailing  lilt  and  information 
on  application. 

All  Standard  Code*. 


GENERAL  AGENCIES 

M.  L.  Schulti,  1501  Mirqnetta  Bldj.,  Chicafo.  Ill 
Dudl.7  Thorn...  1012  Whitne;  Bldz., 

New  Orlcini.  L«. 

Wm.  H.rrr  Smith,  24  Oficio.  St..  H»ana,  Cub. 
J .  H .  W.  Sle.l  Co..  G.lreilon ,  Ten  > 

New  York  and 
Cuba  Mail  S.  S.  Co. 

GENERAL  OFFICES 
Foot  of  Wall  St.,  New  York,  N.Y. 


Havana  Line 

MERCHANTS  AND  MINERS 
TRANSPORTATION  COMPANY 

(Established  1854) 

Norfolk — Newport  News — Havana 

A-l  Steel  S.  S.  ''LAKE  FABYAN"  Ready  January  31 
A  Steamer February  15 

To  be  followed  by  other  Steel  Steamers  of  the  Fleet 

Shippers  will  avoid  many  difficulties  and  attend- 
ant losses  by  forwarding  their  business  via  this 
regular  established  line,  operating  fast  steel 
steamers. 

Through  export  bills  of  lading  issued  from  all 
interior  points. 

Cheaper  Rates  from  Interior  Points  via 
Norfolk  and  Newport  News 

For  Rates  and  Space  apply  to 

Atlanta,  Ga.  C.  S.  Buford,  Commercial  Agent 

Baltimore,  Md.  W.  W.  Tull,  General  Agent 

Boston,  Mass.  C.  H.  Maynard,  General  Agent 

Havana,  Cuba  M.  V.  Molanphy,  General  Agent 

Jacksonville,  Fla  C.  M.  Haile,  General  Agent 

Norfolk,  Va.  A.  E.  Porter,  General  Agent 

Philadelphia,  Pa  A.  L.  Bongartz,  General  Agent 

Pittsburgh,  Pa.  L.  T.  Fowler,  Commercial  Agent 

Providence,  R.  I  W.  H.  Miller,  General  Agent 

Savannah,  Ga.  R.  M.  Griffin,  Local  Agent 

St.  Louis,  Mo.  J.  R.  Bell,  Freight  Representative 

A.  W.  GRAVES,  Manager,  Baltimore,  Md. 


CUNARD 

ANC  HOR    , 

ANCHOR-DONALDSON 


Regular  Services 


NEW  YORK 
BALTIMORE 
MONTREAL 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 

ANTWERP 

HAMBURG 

MEDITERRANEAN 


Between 


and 


BOSTON 
PHILADELPHIA 
PORTLAND,  ME. 

LIVERPOOL 

SOUTHAMPTON 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 

LEVANT 


General  Offices :  21-24  State  St.,  N.  Y.  CH» 

Chicago  Office: 
Cunard  Bldg..  I  4O  N.  Dearborn  Street 


Atlanta.    16    N.    Fonytht 
St. 

Baltimore.    107   E.    Balti- 
more St. 

Boston.    126  State  St. 

Cleveland.     Hotel     Cine- 
land    Bldg. 

Detroit.      35      Wuhlaftoe 
Blvd. 

MlnnMpolll.      Third      St. 
and    Second   Avo,,   So. 

Montreal.   20   Hotoltal  St 

New    Orloani.    205    St. 
Charlw  St. 


Philadelphia.    1300    Wai- 

nut  St. 
Pltt.bi.rsh.,  712  Smlthlteld 

St. 

St.   Loula.   1135  Ollra  St     ^ 
San    FranclKo.   Ml    Mar-     • 

art  St. 

Seattl*.    (21    S«coad    AM. 
Vancouver.    122    Haatlnfo 

St   W. 
Wathlnatoa.    0.    C..    617 

14th   St.    N.   W. 
Winnipeg.    270   Main   St 
Or  Local  Atonta 
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willing  to  have  the  order  cover  them  all  so  that  each  operator 
in  a  given  district  would  be  under  compulsion  to  ship  a  cer- 
lain  and  designated  percentage  of  his  production  to  the  lake 
ports,  regardless  of  whether  he  had  or  had  not  contracts  to 
supply  coal  for  the  upper  lake  region. 

The  coal  that  went  to  the  upper  lakes,  Gutheim  said,  was 
not  under  contract  but  could  be  sent  to  the  highest  bidder. 
His  own  idea  was  that  that  freedom  from  obligation  tended 
to  increase  the  general  level  of  prices  by  putting  it  all  in  the 
spot  market  The  operators,  by  reason  of  the  order,  could  claim 
they  had  been  prevented  by  the  orders  of  the  Commission  from 
carrying  out  their  contracts.  The  coal,  having  moved  through 
a  pool  managed  by  an  agent  of  the  Commission,  lost  its  identity 
and  it  was  impossible  to  distinguish  the  production  of  the  op- 
erator who  was  supposed  to  be  bound  by  a  contract  to  deliver 
coal  from  the  production  of  the  man  who  had  no  such  contract. 

At  the  time  there  was  a  spirited  discussion  as  to  whether 
the  Commission  could  even  put  out  an  order  in  aid  of  those 
having  contracts,  to  the  deferment  of  car  supply  to  those  who 
had  no  contracts.  The  Commission  decided  that  it  had  no  au- 
thority to  do  anything  other  than  distribute  cars  without  regard 
to  contractual  obligations.  It  therefore  issued  its  service  order 
without  referring  in  any  manner  to  contracts,  thus  leaving  the 
question  of  liability  under  contracts  to  be  decided  by  the  courts, 
f  any  one  holding  a  contract  cared  to  sue  on  it  and  require 
the  operator  who  did  not  fulfill  his  obligation  to  make  an  ex- 
planation in  court. 


SIDETRACK  AGREEMENTS 

The  Traffic   World   Washington  Bureau 

In  a  brief  on  No.  11545,  National  Industrial  Traffic  League 

.  Aberdeen  &  Rockfish  et  al.,  attorneys  for  the  League  submit 

erms  of  the  interstate  commerce  law  and  the  inter- 

etation    thereof   in   prior   cases    warrant    the    Commission    in 

^ling  with   the  discrimination   alleged   by  the   League  in   its 

implamt   against  the   various   railroads   through   lack   of   uni- 

m   the   liability  clauses   in  their   sidetrack   agreements 

with  shippers. 

"The  Commission  has  held  that  under  section  3  it  has  juris- 

to  compel  the  cessation  of  an  unjust  discrimination  in 

;t  whatsoever,"  counsel  assert.     "The  Commission  has 

rther  held  that  its   power  extends  to  requiring  the  removal 

r^rr,  discnmlna  tlon-  although  it   be  beyond   the   power   of  the 

.ommission  affirmatively  to  order  the  carrier  to  do  the  thing 

!±   ?H     U  SS>  °f  COUrSe'  true  tnat  the  Commission  couW 
xnnpel  the  payment  of  loss  and  damage  claims,  but  it  can 
e  earner  who  pays  loss  and  damage  claims    to  treat 
v™Tu   3ilk,e  m  the  Same  circumstances.     A  carrier  may 
beyond  its  duty  in  the  performance  of  some  service  or  the 
furnishing  of  some  facility,   but  what  it  does  for  one  it  must 
condfuons  "       "   substantially  similar  circumstances   and 

"For  the  Commission   to  say  that  it   does  not  have   iuris 

00erati0n  °D  Private  ^detracks  is  to  open  the 
CarHerS  t0  aTold  the  Beneficent  provisions 
Ws  Commission 


thpAmPnd  <£her  attornevs.  in  their  brief  in  behalf 
Uonfll  Pra?  rL  ,  Farni  Bureau  Federation,  the  Farmers'  Na- 
tional Gram  Dealers'  Association,  Grain  Dealers'  National  Assn 


the  states  in  the  Union  have  passed  laws  prescribing  to  what 
extent  carriers  may  exempt  themselves  for  damage  done  to 
property  along  the  right-of-way,  and  these  statutes  have  been 
repeatedly  held  to  be  constitutional.  There  is  absolutely  no 
reason  at  this  time  for  hampering  the  authority  of  the  states 
in  a  proper  exercise  of  their  police  powers  from  dealing  with 
matters  of  such  local  concern  as  are  involved  in  this  proceeding." 

RATES  ON  PETROLEUM 

The  Traffic   World   Washington  Bureau 

Application  has  been  made  to  the  Commission  by  F.  A.  Le- 
land  for  modification  of  a  formal  order  and  permission  to  file 
a  tariff  in  compliance  with  the  decision  in  No.  10649,  Western 
Petroleum  Refiners'  Association  vs.  A.  T.  &  S.  F.,  Director- 
General,  et  al.  In  that  case  the  Commission,  September  28, 
required  the  carriers,  on  or  before  January  21,  1921,  on  thirty 
days'  notice,  to  file  rates  on  petroleum  in  tank  cars  from  points 
on  the  Santa  Fe,  between  Gushing  and  Jennings,  not  in  excess 
of  those  from  Oklahoma  group  3  points  to  the  same  destinations. 

Leland  complied  with  that  order  by  means  of  supplement 
No.  21  to  the  Southwestern  Lines'  Tariff  79-C.  He  forwarded 
that  December  7.  Before  it  reached  the  Commission,  his  sup- 
plement No.  20  to  the  same  tariff  was  rejected.  Supplement 
No.  21  brought  forward  some  of  the  matter  carried  in  No.  21. 
No.  20  was  not  rejected  on  account  of  any  matter  connected 
with  the  complaint  of  the  Western  Petroleum  Refiners'  Asso- 
ciation. 

Rejection  of  the  earlier  supplement  caused  the  rejection  of 
No.  21.  Under  the  rules  of  the  Commission,  a  sixth  section 
application  will  not  be  granted  in  connection  with  a  formal 
case.  Therefore,  Leland  has  asked  for  a  modification  of  the 
order  in  the  formal  case  so  as  to  permit  him  to  file  a  supple- 
ment with  February  3  as  the  effective  date  instead  of  January  21. 

A  modification  of  the  formal  order  is  necessary  to  enable 
Leland  to  do  anything  to  carry  out  the  Commission's  order 
The  rule  makes  it  impossible  for  him  to  comply  unless  the 
Commission  modifies  its  order. 


FINED  FOR  MISBILLING 

Federal  Judge  R.  L.  Williams,  January  10,  at  Muskogee, 
Okla.,  fined  the  Gulf  Refining  Company  $99,000  for  violating  the 
federal  statutes.  Judge  Williams  assessed  the  fine  after  he  had 
heard  the  evidence  brought  by  the  government  against  the  re- 
fining company  on  charges  of  mislabeling  interstate  shipments. 

The  evidence  was  that  99  shipments  of  "casinghead  gaso- 
line, '  consigned  to  Port  Arthur,  Texas,  was  labeled  "unrefined 
petroleum." 

For  two  years  a  score  of  federal  secret  service  men  have 
been  gathering  data  which  was  introduced  as  evidence  against 
the  refining  company.  The  fine  was  $1,000  for  each  violation 
of  the  Commission's  ruling. 

Immediately  after  the  decision  attorneys  for  the  refining  com- 
pany announced  they  would  appeal  to  the  Circuit  Court  of  Ap- 
peals. 


TAX  ON  DEMURRAGE  CHARGES 

In  a  letter  to  The  Traffic  World,  James  M.  Baker,  Deputy 
Commissioner  of  Internal  Revenue,  says: 

''You  are  advised  that  no  decision   has  been   arrived  at  as 

the  collection  of  tax  on  demurrage  charges  accruing  during 

onooP?10xr  fromvMav  26'  192«.  the  date  of  the  issuance  of  T.  D 

SO22;*?  November  27'  1920>  the  date  of  issuance  of  T.  D.  3096 

When  a  decision  is  reached,  carriers  will  be  immediately 

advised  but  until  further  advice  is  received  by  the  carriers  from 

e  department,   no  attempt   should   be  made   to  collect  tax  on 

demurrage   charges   accruing    during    this    period    where    such 

charges  have  already  been  billed  and   collected." 

SHIPMENTS  BETWEEN   PITTSBURGH  AND  NEW  ENGLAND 

The  monthly  meeting  of  the  Pittsburgh  unit  of  the  Traffic 
Group  of  the  National  Retail  Dry  Goods  Association  was  held 
January  10.  The  new  officers  elected  are:  President,  Jos  F 
McCleery;  secretary-treasurer,  C.  C.  Ochs;  executive  committee, 
Kin*  ?  ™e\?'r?-  Seaman-  w-  c-  Scofleld,  J.  Frey  and  S.  L. 
of  th'p  -nt  *'  ,McCleery  was  directed  to  appear  at  the  hearing 
s  interstate  commerce  committee  in  New  York,  to  protest 
imst  the  proposed  increase  in  the  minimum  weight  for  car- 
1.ino'eum-  The  meeting  was  addressed  by  Herbert 
ti  n  C  mana?er  for  the  Merchants'  and  Miners'  Trans- 
m^y"  He  urged  the  shipment  of  material  between 
and  New  England  points  over  the  routes  of  his  com- 
Bammrr  °t  ^T3,!68  £  tnrouSh  car  service  from  the  docks  at 
Mr  sT^  ?*,  SbUrf h"  In  order  better  to  «lustrate  his  points, 
PittshS  f  n  1«ed'  m  '"^nation,  a  shipment  of  goods  from 
and  Bnafnr,  toBalVm°5e'  tbence  via  water  to  Hampton  Roads 
of  sue*  »  tn  f6  R  S°  described,  at  some  length,  the  advantages 
airolv  tn  «v Passengers.  "These  remarks,"  he  said,  "also 
on  oL  h±Pmen,tSobetWeen  Philadelphia.  Boston  and  Baltimore, 
an  ?hP.p  n  '  ?  ,  Savannah  and  Jacksonville,  on  the  other.  At 
these  points  freight  is  interchanged  with  connecting  lines " 
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PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  Monthly  Service         A-l  Steamers 

• 

MOBILE  to  ANTWERP 
HAVRE  and  BORDEAUX 

St.  Louis  Office:    1527  Pierce  Building 

IRVING  H.  HELLER,  Manager 


R.  B.  YOUNQ,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 


312-314-316  WILLIAMSON  STREET 


P.  0.  Box  985 


General      Storage  —  Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities— Custom  House 
Brokers — Track    Connections    with    all     Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phone  No.  4883  SAVANNAH,  GA. 


CARLSON'S  INDUSTRIAL 

Traffic  Managers9  College 

Top  Floor  Tribune  Bldg.,  New  York,   N.  Y. 

Practical  Instructions  given  by  Expert  Traffic   Managers      No 
Theory,  actual  use  of  tariffs  as  applied   to  Domestic.   Import  and 
Export  Shipping.     TEXT  MATTER  Includes  Important  changes  li 
Rules  and  Regulations,  up  to  date.  In  loose-leaf  form 

Night  Classes.  Personal  Instructions  by  Mill. 

Prospectus    Free.  Correspondence    Solicited^ 


CINCINNATI,  OHIO 

BUCKLES  TRANSFER  COMPANY 

67  Plum  Street 

FREIGHT  FORWARDING  AND  TRANSFER  AGENTS 

Distributors  and  Forwarders  of  Pool  Cars  a  Specialty 
Both  Team  and  Motor  Truck  Service.    Also  Export  Freight  Contractors 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 

PORTLAND,      OREGON 

OREGON  TRANSFER  COMPANY 

Established  In  1868 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  pared  post. 

No  .witching  charge  on  carload  shipments. 


SEATTLE  TRANSFER  CO. 


123  Jackson  St. 


Seattle,  Wash. 


Quick  Distribution  of  all  Pool  Can 
100,000  sq.  ft.  of  warehouse  space 
Warehouse-men  and  forwarders. 


ROCHESTER.  NEW  YORK 

General  Storage      Forwarding      Carload  Distribution 

Excellent  facilities  for  reshlpplng  without  cartage.  Insurance  rmte 
12  cents.  Members  of  American  Warehousemen's  Association  »"* 
American  Chain  of  Warehouses. 

Write  for  particulars. 
B.    R.   *    P.    WAREHOUSE.    Inc.  KINO    AND    MAPI!    8Tt. 


EL  PASO, TEXAS 

GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,080  S*FL  Fleer  Spate  -  Rreeteef  -  Bended  -$200,866  Capital 
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WESTERN    MARYLAND    LOANS 

The  Commission  has  authorized  the  Western  Maryland  Rail- 
way Company  to  issue  $2,700,000  of  first  and  refunding  mortgage 
nve  per  cent  gold  bonds  and  to  pledge  the  bonds  with  the  Secre- 
tary of  the  Treasury  as  security  for  loans  from  the  United  States 
aggregating  $2,122,800.  The  bonds  will  be  issued  under  the 
terms  of  a  mortgage  dated  July  1.  1917,  and  made  by  the  appli- 
cant to  the  Equitable  Trust  Company  of  New  York.  The  loans 
are  to  be  applied  on  the  purchase  price  of  locomotives. 

LOAN   TO  ANN   ARBOR 

The  Commission  has  approved  a  loan  of  $400,000  to  the 
Ann  Arbor  Railroad  Company  to  aid  the  carrier  in  meeting  ma- 
turing indebtedness  aggregating  $620,000.  The  company  itself 
is  required  to  finance  $220,000  to  meet  the  loan  of  the  govern- 
ment. 

TENN.  &  N.  C.  CERTIFICATE  OF  NECESSITY 
A  certificate  of  public  convenience  and  necessity  authorizing 
it  to  operate  the  property  of  the  Tennessee  &  North  Carolina 
Railroad  Company,  which  it  has  acquired,  has  been  filed  with 
the  Commission  by  the  Tennessee  &  North  Carolina  Railway 
Company  The  property  includes  approximately  19%  miles  of 
main  line  extending  from  Newport,  Tenn.,  to  Waterville,  N.  C. 

CROOKS  TERMINAL   WAREHOUSES 

"The  Crooks  Terminal  Warehouses"  is  the  new  name  that 
will  be  used  in  the  future,  instead  of  "Chicago  Storage  &  Trans- 
fer Co.,"  of  Chicago.  Due  to  the  similarity  of  names  of  other 
warehouses  and  the  personal  supervision  applied  to  the  operation 
of  this  firm  by  H.  D.  Crooks,  he  decided  to  use  his  own  name 
and  popularize  it  in  the  business  of  which  he  was  the  founder  and 
successful  operator.  There  will  be  no  change  in  the  management. 
The  plant  consists  of  modern  buildings  constructed  for  the  stor- 
age of  almost  any  class  of  merchandise,  with  hoisting  and  con- 
veying machinery  for  the  rapid  handling  of  freight.  It  is  on  the 
Belt  Railway  of  Chicago.  It  is  also  equipped  with  its  own  garage 
and  a  fleet  of  trucks  for  local  deliveries  and  pick-ups- 


Federal   Valley   Notes 

The  Federal  Valley  Railroad  Company  has  been  authorized 
by  the  Commission  to  issue  promissory  notes  aggregating  $27,- 
940  in  payment  of  the  purchase  price  of  one  sixty-ton  Shay 
locomotive  and  one  caboose. 


C.  &  O.   Loan 

The  Commission  has  authorized  the  Chesapeake  &  Ohio 
Railway  Company  "to  procure  the  authentication  and  delivery 
by  its  corporate  trustee  of  $2,502,000  of  the  applicant's  first 
lien  and  improvement  twenty-year  5  per  cent  mortgage  boads" 
and  to  pledge  $2,206,000  of  this  amount,  together  with  $1,553,000 
of  bonds  now  held  in  its  treasury  for  a  loan  from  the  United 
States  of  $3,759.000. 


CHECK  OF  CONSOLIDATED  CLASSIFICATION 
Inquiry  as  to  the  progress  being  made  by  the  classification 
committee  of  the  National  Industrial  Traffic  League  in  its  check 
of  Consolidated  Classification  No.  2,  the  printing  of  which  has 
been  held  up  pending  the  making  of  this  check,  developed  the 
information  that  the  committee  had  about  finished  its  work  and 
would  make  a  report  to  the  executive  committee  of  the  League 
very  soon.  As  to  whether  the  League  will  make  objection  to 
the  classification  and  ask  for  revision  before  it  is  published, 
nothing  was  given  out.  It  was  stated,  however,  that  the  com- 
parative number  of  reductions  and  increases  in  the  Classifica- 
tion had  nothing  to  do  with  the  matter,  since  they  were  all 
being  considered  on  their  merits  and  one  was  not  to  be  traded 
against  another. 


LOAN    FOR   C.   &.   W. 

The  Carrollton  &  Worthville  Railroad  Company  of  Kentucky 
has  applied  to  the  Commission  for  a  loan  of  $8,000  to  meet  the 
cost  of  additions  and  betterments  and  to  meet  maturities. 


LOAN    NEEDED    BY    WICHITA    NORTHWESTERN 
Application   for   a   loan    of   $684,000    from   the    government 
railroad  revolving  fund  has  been  made  to  the  Commission  by 
the  Wichita  Northwestern  Railway  Company,  which  avers  that 
It  cither  must  have  the  financial  aid  asked  or  given  authority 
o  cease  operation  and  Junk  the  property.    The  loan  is  needed 
o  rehabilitate  the  property  and  to  extend  its  line  from  Vaughn 
La   Crosse,  Kan.,  the  applicant  states.    The   road   serves   a 
hPat-Krowing   district.     "Due   to   the  war  conditions   and 
Director-General  in  excluding  us  from  government 
taking  away  from   us  our  competitive  traffic    we   all 
the  control  period  were  unable  to  earn  operating  ex- 
based  upon  the  most  rigid  economy,  with  the  result  that 
•r«m  is  destroyed,  debts  are  piled  up.  taxes  for  last  year 


unpaid   and   numerous   judgments   entered   against  us,"   the   ap- 
plicant says. 

GEORGIA  EXPRESS  RATES 

In  No.  11991,  Georgia  express  rates,  the  Commission  has 
ordered  an  investigation  and  hearing  before  Examiner  Keene 
February  9,  at  Atlanta,  Ga.,  on  an  application  of  the  American 
Railway  Express  Company  for  an  order  authorizing  it  to  in- 
crease its  intrastate  express  rates  in  Georgia  by  the  same  per- 
centage amounts  as  authorized  by  the  Commission  for  inter- 
state express  rates,  or  a  total  of  26  per  cent.  The  railroad 
commission  of  Georgia  authorized  an  increase  of  12.5  per  cent 
in  accord  with  the  first  order  of  the  Interstate  Commerce  Com- 
mission, but  declined  to  authorize  the  application  of  the  second 
percentage  increase  of  13.5  per  cent.  The  express  company 
avers  that  the  refusal  of  the  Georgia  commission  to  permit  the 
application  of  the  total  percentage  increase  authorized  by  the 
federal  Commission  results  in  discrimination  against  interstate 
commerce. 


LOANS  TO  NEW  YORK  CENTRAL 

The  paper  work  in  connection  with  the  loans  obtained  by  the 
New  York  Central  since  last  June,  amounting  to  $26,775,000, 
has  been  completed  and  the  result  put  out  for  public  considera- 
tion in  two  volumes  of  typewritten  papers  and  applications  in 
the  form  of  pamphlets  containing  contracts,  mortgages,  and  so 
forth.  The  case  is  known  as  Finance  Docket  No.  999.  Owing 
to  the  fact  that  the  finance  division  of  the  Commission  rubber 
stamped  the  first  page  of  the  matter  in  the  first  volume  Janu- 
ary 10,  1921,  the  first  impression  created  among  those  who  saw 
the  two  massive  volumes  was  that  the  New  York  Central  had 
made  an  application  for  a  loan  of  something  like  $16,000,000. 
The  documents  enclosed  within  the  first  volume  show  the  pro- 
ceedings to  have  been  initiated  as  early  as  May  22,  but  that, 
until  assembled  in  the  volumes  which  created  the  erroneous 
report  of  another  application,  all  the  papers  relating  to  the 
matter  had  not  been  brought  together,  although  the  railroad 
company  obtained  the  money  months  ago. 

P.  &  L.  E.  NOTES 

The  Pittsburgh  &  Lake  Erie,  in  Finance  Docket  No.  1178, 
has  asked  permission  to  issue  two  promissory  notes,  bearing 
6  per  cent  interest,  payable  in  six  months,  each  for  $750,000. 
The  notes  are  to  be  used  in  renewing  notes  for  like  amounts 
borrowed  from  the  Union  Trust  Company,  of  Pittsburgh,  August 
20,  last,  under  authority  granted  by  the  Commission.  One  note 
is  to  be  dated  February  4  and  the  other  February  26. 


LOAN   TO   W.  &   L.    E. 

The  Commission  has  approved  a  loan  of  $500,000  to  the 
Wheeling  &  Lake  Erie  to  aid  the  applicant  in  meeting  its  ma- 
turing indebtedness,  amounting  to  $1,008,800.  The  carrier  itself 
is  required  to  finance  $508,800  to  meet  the  loan  of  the  govern- 
ment. 


ROAD  FROM  MOORE  HAVEN  TO  CLEWISTON 

Thet  Moore  Haven  &  Clewiston  Railway  Company  of  Flor- 
ida has  been  authorized  by  the  Commission  to  issue  $50,000  of 
first  mortgage  6  per  cent  coupon  gold  bonds,  the  proceeds  of 
which  will  be  applied  on  the  cost  of  completing  the  construction 
of  its  road  between  Moore  Haven  and  Clewiston,  Fla.,  a  dis- 
tance of  14  miles. 


PERMISSION  TO  ABANDON 

Permission  to  abandon  13.49  miles  of  its  road  between 
Keating  Summit  and  Norwich,  Pa.,  has  been  granted  by  the 
Commission  to  the  Potato  Creek  Railroad  Company.  The  com- 
pany will  continue  to  operate  between  Norwich  and  Keystone 
and  between  Norwich  and  Hamlin,  a  total  distance  of  approxi- 
mately 8  miles.  The  part  of  the  line  to  be  abandoned  was  built 
to  handle  timber,  the  supply  of  which  has  been  exhausted. 


HOUSE    PASSES   APPROPRIATION    BILL 

The  House  of  Representatives  has  passed  and  sent  to  the 
Senate  the  sundry  civil  bill  carrying  appropriations  for  the 
Interstate  Commerce  Commission,  the  United  States  Shipping 
Board  and  other  government  bodies  for  the  fiscal  year  ending 
June  30,  1922.  The  bill  as  passed  by  the  House  carried  the 
same  amounts  for  the  Commission  and  the  shipping  Board  as 
recommended  by  the  House  appropriations  committee  and  as 
set  forth  in  The  Traffic  World  of  January  8. 

S.  A.  L.  PETITION  TO  ABANDON 

The   Seaboard  Air  Line   Railway  has   applied  to   the   Com- 
mission for  authority  to  abandon   a  branch  line  of  road  from 
irteenth  street  in  Fernandina,  Fla.,  to  Amelia  Beach,  a  dis- 
ance  of  7,360  feet.    The  branch  has  not  been  operated  for  the 
'   years,   the   applicant   states.    It   was   built   to   carry 
!  to  and  from  a  hotel  at  the  beach,  but  the  hotel  has 
been  abandoned. 
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Tariff  Information 


HE  additional  Tariff 
facilities  that  you  will 
need  at  the  last  mo- 
ment are  in  Chicago. 

The  plants  below  have 
a  capacity  of  40,  000 
pages  per  month. 

Get  in  touch  with  one 
or  more  of  them  now 
so  that  you  are  estab- 

Blakely  Printing  COM^S  jj^j     ^     ^ 

Chicago  Railway  Printing  Co.  .  \ 

720  So.  Dearborn  St.  DUyGT       1T1        tllC 

Excelsior  Printing  Co.  .  f  r  *  .  . 

732  Federal  St.  tariff  market  in  the 

The  Faithorn  Company 

500  Sherman  St. 


Faulkner-Ryan^Company 
Gunthorp-Warren  Printing  Co. 

132  So.  Clark  St. 

Hedstrom-Barry  Co. 

618  Sherman  St. 

Hillison  &  Etten  Co. 

638  Federal  St. 

F.  J.  Riley  Printing  Co. 

501  So.  La  Salle  St. 

Henry  O.  Shepard  Co. 

632  Sherman  St. 
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Docket  of  the  Commission 


Note.     Items 


the  Docket  marked  with  an  asterisk  (jy  ar^^; 

this"  [Jociket  vvl'n'be  noted  elsewhere. 

Januarv    17 — Houston     Tex. — Examiner   Hunter: 

I    and  S    1270  and  first  supplemental  order— Joint  rates  between  bou. 

i.  vs.  Abilene  &  Sou.  et  al. 


t  Q.  et  a, 

n  Mineral  Production  Co.  vs.  Great  Northern  et  at 
January  17— Meridian,  Miss.— Examiner  Hillyer: 

119331-Hazelhurst   Oil   Mill   and   Fertilizer   Co.   vs.    Elgin,    Jollet   & 

Eastern  et  al. 

January  17 — Argument  at  Washington,  D.  C.: 
11579— The  Pusey  &  Jones  Co.  vs.  Director  General. 
11409— The  Viscose  Company  vs.  Amn.  Ry.  Express  Co. 
11031— Schuhles  Pure  Grape  Juice  Co.  vs.  Cent.  New  England,  et  al. 
January  17— Chicago.  111.— Examiner  Carter: 

11876— Ideal  Fuel  Co.,  Inc.,  vs.  Director  General. 
January  17 — Washington,  D.  C. — Examiner  Gaddess: 

I.  and  S.  1255— Logs.  C.  L.,  between  South  Carolina  points. 
I.  and  S.  1273 — Soda  products  from  Saltville,  Va. 
January  17 — Washington,  D.  C. — Examiner  Oberlin: 

Finance  Docket  1139— In  the  matter  of  application  of  Washington  & 
Lincolnton    U.    R.    Co.    for    authority    to    issue    $100,000    principal 
amount,  of  7  per  cent  cumulative  preferred  stock. 
January  18— Chicago.  III.— Examiner  Carter: 

11929— Western  Brick  Co.  et  al.  vs.  B.  &  O.  et  al.    Such  fourth  sec- 
tion departures  as  may  exist  in  the  adjustment  of  rates  will  b« 
considered  by  the  Commission  in  the  disposal  of  this  complaint. 
January  18— New  Orleans.  La.— Commissioner  Ford: 
I.  and  S.  1250  and  first  and  second   supplemental  orders — Diversion 

and  reconsignment  rules,  regulations  and  charges. 
January  18 — Argument  at  Washington,  D.  C.: 
11454_International    Nickel    Co.    vs.    Director    General    and    Grand 

Trunk  Ry.  of  Canada- 
January  18 — Portland,  Ore. — Examiner  Keeler: 
9294— Portland  Traffic  and  Transportation  Assn.  vs.   Sou.  Pac.   ana 

Director  General. 

9434 — Portland  Traffic  and  Transportation  Assn.  vs.  Sou.  Pac.  et  al. 
9408 — Portland  Traffic  and  Transportation  Assn.  vs.  Sou.  Pac.  et  al. 
9472 — Medford  Commercial  Club  vs.  Sou.  Pac.  and  Director  General. 
9870— Klamath  Commercial  Club  et  al  vs.  Sou.  Pac.  and  Director 

General. 
January  19 — Nashville,  Tenn. — Examiner  McQuillan: 

I.  and  S.  1261— Rates  to  and  from  Nashville  and  related  points. 
January  19 — Chicago,  111. — Examiner  Carter: 
,   ,11940— Great  Lakes  Dredge  and  Dock  Co.  vs.  111.  Cent,  et  al. 
January  19 — Natchez,  Mise. — Examiner  Hillyer: 
11960 — F.  A.  Cocke  Live  Stock  Co.  et  al.  vs.  Beaumont.  Sour  Lake 

&  Western  et  al. 

11952 — Dave  Levite  et  al.  vs.  Texas  &  Pac.  et  al. 
January  19 — Argument  at  Washington,  D.  C. : 
11467 — Swift  &  Co.  vs.  Director  General. 
11540 — Armour  &  Co.  vs.  Director  General. 
11642 — Cudahy  Packing  Co.  vs.  Director  General. 
11499 — Consumers'  Ice  Co.  vs.  Director  General. 
10957 — Consumers'  Ice  Co.  vs.  Director  General  and  Pere  Mara. 
11290 — Specialty  Display  Case  Co.  vs.  Ann  Arbor  et  al. 
January  19— Galveston,  Tex. — Examiner  Hunter: 

11965 — Galveston  Commercial  Assn.  et  al.  vs.  Ala.  &  Vicks.  et  al. 
January  20— Argument  at  Washington,  D.  C. : 

I.  and  S.  1235 — Saw  logs  between  Michigan  and  Wisconsin  points. 
I.  and  S.  1237 — Transit  rules  and  regulations  on  fresh  apples. 
January  20 — Chicago,  111. — Examiner  Carter: 

11956— -Zion  Institutions  and  Industries  vs.  C.  &  N.  W. 
January  21 — Jacksonville.  Fla. — Commissioner  Ford: 
I.  and  S.  1250  and  first  and  second   supplemental  orders — Diversion 

and  reconsignment  rules,  regulations  and  charges. 
January  21— Chicago,  III. — Examiner  Carter: 
11981 — Lake  Superior  Paper  Co.,  Ltd..  et  al.  vs.  Ahnapee  &  Western 

et  al. 
11950 — Minnesota  A  Ontario  Paper  Co.  et  al.  vs.  Northern  Pac.  et  al. 


kana  &  Fort  Smith  et  al. 

January  21 — El  Paso,  Tex. — Examiner  Fleming: 
11963— Southwestern  Portland  Cement  Co.  vs.  Arizona  Eastern  et  e 
11945^The  Arizona  Copper  Co.,  Ltd.,  vs.  Ariz.  &  New  Mexico  et  al. 

January  24 — Washington,  D.  C.— Chairman  Clark: 

117561-Bangor  &  Aroostook  R.   R.  Co.  et  al.  vs.  Aberdeen  &  Rock- 
fish  et  al. 
January  24— Chicago,  111. — Examiner  Carter: 

11937— Swift  &  Co.  et  al.  vs.  Ann  Arbor  et  al. 

11966— Omaha  Packing  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
January  24 — Phoenix,   Ariz. — Examiner  Fleming: 

11932— United  Verde  Extension  Mining  Co.  vs.  A.  T.  &  S.  F.  et  al. 
January  24 — San  Francisco,  Cal.— Examiner  Keeler: 

119551-Albers  Bros.  Milling  Co.  vs.  Director  General. 

January  24 — Beaumont,  Tex. — Examiner  Hunter: 

I     and  S.   1254  and  first  supplemental   order — Iron  and  steel  articles 

from  Galveston  and  Houston,  Tex.,  to  Louisiana. 
12059 — Beaumont  Chamber  of  Commerce  vs.  Alexandria  &  western 

et  al. 

January  25 — San  Francisco,  Cal. — Examiner  Keeler: 
I.  and  S.  1239— Salt  from  Utah  to  San  Francisco. 
January  27 — Austin,  Tex. — Examiner  Hunter: 
11990— in  the  matter  of  intrastate  rates  of  the  American  Ry.  Expresi 

Co.  between  points  in  the  state  of  Texas. 
January  31 — New  Orleans,  La. — Examiner  Fleming: 

*  H892 — United  States   War  Department,    Inland  Waterways,   Missis- 

sippi-Warrior Service  vs.  Abilene  &  Southern  et  al. 

*  11893 — United   States  War  Department,   Inland  Waterways,   Missis- 

sippi-Warrior Service,  vs.  Abilene  &  Southern  et  al. 
January  31 — Phoenix,  Ariz. — Examiner  Keeler: 
11971 — In  the  matter  of  rates,  fares  and  charges  applicable  between 

points  in  the  state  of  Arizona. 
January  31 — Washington,  D.  C.— Commissioner  Ford: 

I.  and  S.  1250 — Diversion  and  reconsignment  rules,  regulations  and 

charges. 
January  31 — Washington,  D.  C.— Examiner  Gaddess: 

*  I.  and  S.  1277 — Cancellation  of  joint  through  rates  between  Augusta, 

Ga.,  and  the  Augusta  Northern  Ry. 
February  1 — Kansas  City,  Mo. — Examiner  Bardwell: 
»  I.  and  S.  1258 — Cement  from  Missouri  and  Kansas  to  Arkansas. 
February   1 — Washington.   D.  .C. — Examiner  Witters: 

*  11983 — Moshassuck  Valley  R.  R.  Co.  vs.  N.  T.  N.  H.  &  H.  et  al. 
February  1 — Roanoke,  Va. — Examiner  Money: 

*  11996 — Clinchfleld  Coal  Corporation  vs.   Carolina,   Clinchfleld  &  Ohio' 

et  al. 
February  1 — Pittsburgh,  Pa. — Examiner  Flynn: 

*  12037 — The  Borough  of  South  Greensburg  vs.  The  American  Railway 

Express  Co. 

February  1 — Morgantown.  W.  Va. — Examiner  Hosmer: 
»  12008 — Morgantown  &  Wheeling  Ry.  Co.  vs.  Pa.  et  al. 
February   1 — Argument  at  Washington,   D.   C. : 
11914 — in  the  matter  of  intrastate  rates,   fares  and   charges  of  the 

Southern    Pacific    Company    and    other    carriers    in    the    state    of 

Nevada. 
February  2 — Kansas  City,  Mo. — Examiner  Bardwell: 

*  I.  and  S.  1264 — Lithopone  and  zinc  oxide  between  W.  T.  L.  points. 
February  2 — Cleveland.  O. — Examiner  Flynn: 

*  12035 — The  National  Refining  Co.  vs.  L.  &  N.  et  al. 
February  2 — Washington,  D.  C. — Examiner  Witters: 

*  12021 — Excelsior  Shook  and  Lumber  Co.,  Inc.,  vs.  S.  A.  L.  et  al. 

February   2 — Argument   at  Washington,    D.   C. : 

11828 — In  the  matter  of  intrastate  fares  and  charges  of  the  Atlantic 
Coast  Line  Railroad  Company  and  other  carriers  in  the  state  of 
North  Carolina. 

February  3 — Washington.  D.  C. — Examiner  Witters: 

»  12030 — Federal  Valley  R.  R.  Co.  vs.  T.  &  O.  Central  et  al. 

February  3 — Chattanooga,  Tenn. — Examiner  Money: 

«  11997 — Dixie  Portland  Cement  Co.  vs.  Director  General. 
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MID-WEST  Products  are  engineered 
to  QUALITY. 
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quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 
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Where  Little  Minutes  Run  Into 

Big  Dollars 


On  the  rush  job,  where  industry 
waits  on  transportation,  the  efficiency 
and  dependability  of  General  Ameri- 
can construction  prove  their  worth  to 
both  railroad  and  shipper. 

The  large  representation  of  "GA" 
equipment  so  noticeable  in  any  large 
freight  terminal  affords  the  most  con- 
clusive evidence — to  the  practical  rail- 
road man — of  its  standing  in  the  rail- 
road world. 

New  units  —  enough  to  make  up  a 
fair  sized  train — are  leaving  the  Com- 
pany's  three  plants  every  day — 
hurrying  to  help  relieve  the  great  car 


shortage  of  1920  and  to  increase  the 
reputation  of  "GA"  cars  for  reliable 
operation,  low  maintenance  and  unin- 
terrupted service. 

The  Company  designs  and  builds  all 
types  of  standard  cars  and  any  type  of 
specially  constructed  car  to  specifica- 
tions. 

As  an  incident  of  its  service,  its 
trained  engineers  furnish  expert  ad- 
vice without  charge  on  any  questions 
of  construction  which  are  of  interest 
to  the  public,  the  railroads  or  the  ship- 
pers. You  are  invited  to  submit  your 
particular  problem. 


AMEraG^ 


Subsidiary  of  the  General  American  Tank  Car  Corporation 
General  Offices:  Harris  Trust  Building,  Chicago,  U.  S.  A. 

PUnU  at:  E».t  Chicaco.  Ind.;  Sand  Spring.,  Okla.;  Warren,  Ohio 

Sale.  Office.:  17  Battery  Place,  N.Y.;  24  California  St..  San  Franci.co 

Cable  Addre»:  "Gentankar  Chicaco" 
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Cutting  Stencils  Faster 


gVERY  stencil  cutter  no  matter   how  great  his  speed 
becomes  a  faster  cutter  when  using  an  Ideal  Stencil 
Machine.     It's  simply  a  question  of  speed. 

The  Ideal  is  by  far  the  easiest  machine  to  operate.  The 
hand  wheel  spins  freely.  The  carriage  is  self-starting,  and 
the  hands  do  not  touch  the  stencil  during  the  entire 
cutting  process.  Every  character  is  cut  right  before  the  eyes. 

But  the  Ideal  has  more  than  speed  to  stamp  it  as  a  profit- 
able investment  for  any  business  doing  shipping.  It  has 
the  endurance  to  stand  years  of  the  hardest  use  in  shipping 
rooms  where  so  many  as  thousands  of  shipments  are 
marked  daily. 


ttriier  koldtr  keep*  pa-pert 
btfnrt  operator. 


Any  Ideal  Sales  office  will  be  glad  to  place  a  machine  in 
your  shipping  room  for  a  few  days'  demonstration.  No 
obligation — and  you  cannot  buy  an  ideal  unless  it  will 
save  you  money. 

Write  for  literature  and  the  address  of  our  office  nearest  you. 

Ideal  Stencil  Machine  Company 
20  Ideal  Block     Belleville,  111. 

Snli:i  (Iffiirn  in  All  Principal  Cilicx. 
Sup/i/i/'x  nnil  .SVnv'fv  nl  Eurh  Point. 


The  line  spacer  apee  .'* 
up  cutting. 


Dial  It t  aslant,   flun 
W heel  tpint  freely. 


IDKAI 


Ideal  StnuiU  mark 
tkipmrnt.1  neatly. 
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HONOR    IN    BUSINESS 

Many  of  the  business  talks  one  hears  these  days — 
tin'  advice  of  the  men  in  high  places  or  with  special 
mt-v-ages  as  to  how  the  financial  perils  of  the  times 
may  be  avoided — sound  much  like  religious  preach- 
ments. They  have  an  evangelical  tone  that  strikes  one 
as  iu>vel,  coming,  as  they  do,  from  the  mouths  of  those 
whom  one  is  not  accustomed  to  associate  with  religious 
thought  or  action  but,  rather,  to  think  of  as  more  akin 
to  the  money  changers  in  the  temple.  There  is  no  rea- 
of  course,  why  men  whose  business  is  commerce 
and  finance  should  not  have  such  thoughts — it  is  sim- 
ply that  we  do  not,  as  a  rule,  associate  such  thoughts 
with  them.  We  think  of  them  as  striving  to  make 
money  and  win  success  with  moral  ideas  in  the  back- 
ground, to  be  kept  even  there  only  as  a  view  of  them 
may  be  necessary  now  and  then  in  considering  how  to 
keep  within  the  law — the  law  not  only  of  the  statute 
liooks  but  of  society,  which  permits  a  man  to  go  pretty 
far  sometimes  before  it  bars  him,  but  which  has,  never- 
theless, a  standard,  whimsical  and  elastic  as  it  is. 

Just  now  one  of  the  great  questions  in  the  financial 
and  business  situation  is  the  cancelling  of  contracts  by 
thosi-  who  have  bought  bills  of  goods  but  who  find 
1  either  that  the  price  has  fallen  or  that  the  market  has 
vanished  before  the  goods  are  delivered.  Up  to  this 
time,  such  cancellation,  though  it  may  not  have  been 
regarded  as  highly  proper,  has  never  been  the  mark  of 
I  a  business  leprfer.  But  now  it  bids  fair  to  become  go — 
!  as  it  should.  There  is  no  doubt  but  that  this  kind  of 
cancellation  has  done  as  much  as  any  other  one  thing 
to  upset  conditions.  Neither  is  there  any  doubt  of  the 
moral  turpitude  of  a  business  man  who  practices  it. 
One  must  stand  by  his  bargains,  win  or  lose,  if  the  in- 
tegrity of  business  is  to  be  preserved,  and  one  ought  to 
lie  able  to  understand  also  that  such  standing  by  is,  in 
the  long  run,  the  best  business  policy,  measured  in 


terms  of  financial  success.  There  was  never  anything 
more  true  than  that  "honesty  is  the  best  policy,"  even 
considered  merely  from  the  selfish  point  of  view. 

That  is  what  Roger  Babson,  the  hard-boiled  finan- 
cial statistican,  and  others  like  him  mean  when  they 
speak  to  meetings  of  business  men  urging  a  return  to 
religious  standards  and  the  tenets  of  Christianity  in  the 
doing  of  business.  They  are  not  speaking  of  what  men 
should  or  should  not  believe  or  what  creed  they  should 
adopt.  They  are  not  urging  the  adoption  of  any  creed. 
But  they  are  talking  about  the  fundamental  principles 
that  one  recognizes  as  correct,  no  matter  what  his  creed 
or  whether  he  has  one,  and  urging  the  high  standards 
that  the  Bible— no  matter  how  one  may  otherwise 
quarrel  with  it — teaches  and  which  one  must  follow, 
consciously  or  unconsciously,  if  he  is  to  be  an  honest 
man.  A  business  man's  order  is  his  word  of  honor.  If 
one's  word  of  honor  is  not  to  be  protected,  business  be- 
comes a  mere  fight  for  supremacy  among  dishonorable 
persons  with  no  regard  for  anything  but  to  make  all  the 
money  possible  and  keep  out  of  jail.  And  one  may  keep 
out  of  jail  and  still  do  a  lot  of  things  that  do  not  qualify 
him  for  good  citizenship. 

We  think  this  doctrine  might  well  be  applied  to  the 
condition  now  prevailing  between  the  government  and 
the  railroads,  the  former,  through  Secretary  Houston, 
of  the  Treasury  Department,  being  guilty  of  holding  up, 
on  account  of  a  technicality,  money  due  the  railroads. 
It  is  not,  indeed,  a  cancellation  of  contract,  but  it  is  a 
refusal  to  meet  promptly  the  terms  of  a  contract,  and 
postponement  or  delay  in  payment  may  be  and  fre- 
quently is  followed  by  consequences  as  severe  as  would 
result  from  actual  repudiation. 

The  government  promised  to  pay  such  railroads  as 
cared  to  accept  the  guaranty,  a  certain  rate  of  earning 
until  the  first  of  last  September.  Millions  of  dollars 
arc  due  them  under  this  contract.  Manifestly  trans- 
actions involving  such  millions  cannot  be  completed 
without  much  time  and  labor.  The  Interstate  Com- 
merce Commission,  which,  under  the  law,  is  charged 
with  the  task,  has  been  computing  as  fast  as  it  is  able, 
the  amounts  due  the  various  railroads  and  issuing 
vouchers  for  those  amounts.  These  vouchers  the  Treas- 
ury has  refused  to  honor  on  the  ground  that  it  has  no 
authority  to  pay  until  final  settlement  is  made. 

The  Treasury  may  be  right  about  that,  and  one 
could  not  expect  Secretary  Houston  to  make  himself 
liable  by  paying  over  money  which  he  had  no  authority 
to  pay.  To  relieve  him  of  this  embarrassment  and  give 
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UlLF,  MOBILE  A  .\OHTJI1 
B1ILBOAD 

AMD   CONNECTIONS 


MOBILE,  ALA. 

The  Port  ofjMobile  is  served  by 
the  Gulf,  Mobile  &  Northern 
Railroad.  While  there  is  active 
competition  between  the  lines  serv- 
ing the  Port  of  Mobile  for  traffic 
to  the  port,  there  is  close  co- 
operation between  all  of  the  lines 
at  the  port  in  handling  the  traffic 
for  the  shipper's  best  interest  after 
it  reaches  Mobile. 

If  you  are  shipping  to  or  via 
Mobile  and  desire  excellent  serv- 
ice, it  will  be  accorded  when 
shipped  via  the  Gulf,  Mobile  & 
Northern  Railroad. 

"The  Road  of  Service" 


San  Diego  &  Arizona  Railway 

THE    SAN    DIEGO    SHORT    LINE 

Offers  a  New  Direct  Route  Between  San  Diego  and  Eastern  Cities 

This  new  line  in  connection  with  Southern  Pacific  and  its    Eastern  connections  forms  the 
shortest  transcontinental  line  to  any  California  port.     GIVE  IT  A  TRIAL. 

From  CHICAGO:  Through  package  cars  in  connection  with  Rock  Island,  El  Paso  8s  Southwestern,  Southern 

Pacific,  care  S.  D.  &  A.,  El  Centra. 

From  NEW  ORLEANS,  KANSAS  CITY,  ST.  LOUIS:  Excellent  service,  without  delay,  to  San  Diego. 
From  NEW  YORK:  Sou.  Pac.  S.  S.  Line  (Morgan  Line),  care  S.  D.  &  A.,  El  Centra. 
From  other  points:  Direct  line  to  Southern  Pacific,  care  S.  D.  85  A.,  El  Centra. 

For  information  as  to  rates,  routes,  service,  etc.,  ask  any  railway  agent,  or  address: 
D.  W.  PONTIUS.  General  Manager 

A^   SAN  DIEGO  &  ARIZONA  RAILWAY,  San  Diego,  Calif. 


.hiiuiary  22,  1921 
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i"  the  carriers  at  once  the  money  to  which  they  are 
entitled  and  which  they  so  greatly  need,  it  is  propose! 
that  Congress  enact  a  law  authorizing  the  Treasury  to 
make  partial  payments  on  certificates  issued  by  the 
c  ommission.  But  now  comes  Secretary  Houston  and 
opposes  this  measure,  thereby  causing  suspicion  that 
he  is  hindered  not  so  much  by  the  strictures  of  the  pres- 
ent laws  from  making  partial  payments  as  perhaps  by 
his  aversion  to  making  payment  at  all.  "The  guaranty," 
lie  says,  "does  not  represent  compensation  for  any  serv- 
ice rendered  to  the  people  of  the  United  States." 

Of  course,  he  shows  by  that  statement  that  he  does 
not  know  what  he  is  talking  about.  He  is  aided  and 
abetted  in  his  ignorance  and  false  views  by  Congress- 
man Sims,  who  has  never  been  on  the  right  side  of  any 
railroad  question  so  far  as  we  now  recall.  Mr.  Sims 
speaks  of  these  payments  to  the  railroads  as  "charity" 
and  says  that  to  pay  means  taking  the  money  out  of  the 
"mouths  of  women  and  children."  That  is  the  kind  of 
language  in  which  the  demagogue  usually  indulges.  He 
seldom  has  ability  enough  even  to  find  new  language 
in  which  to  clothe  his  sophistries.  He  is  always  de- 
fending the  "down-trodden  working  man"  and  deplor- 
ing the  misrouting  of  food  meant  for  the  mouths  of 
"women  and  children."  It  is  not  necessary  to  tell  our 
readers  how  false  are  the  statements  that  payments  un- 
der this  guaranty  provision  of  the  law  are  gifts  to  the 
railroads,  but  even  if  they  were  gifts  they  would  be 
gifts  that  the  government  had  contracted  to  make  and 
that  the  railroads  had  a  right  to  expect  to  receive. 

The  statesmen  at  Washington  can  do  much  to  help 
bring  about  a  proper  conception  of  the  sacredness  of 
contract,  as  well  as  to  give  concrete  aid  in  a  bad 
economic  situation  in  which  the  need  of  money  by  the 
railroads  is  perhaps  as  important  as  any  other  factor,  if 
they  will  see  to  it  that  the  money  owed  by  the  govern- 
ment to  the  railroads  is  paid  as  fast  as  the  Interstate 
Commerce  Commission  finds  it  to  be  due.  They  may  do 
this  either  by  amending  the  law,  if  they  find  the  Treas- 
ury is  really  restricted  in  power  now,  or  by  finding  a 
way  under  present  laws  to  do  what  any  business  man 
who  wished  to  be  honorable  would  do. 


FUNCTION  OF  THE  N.  I.  T.  L. 

We  are  in  receipt  of  the  following  letter  from  W. 
M.  Powers,  manager  of  the  traffic  and  transportation 
department  of  the  Indiahoma  Refining  Company,  St. 
Louis,  Mo. : 

I  am  much  interested  in  your  editorials  concerning  the  Na- 
tional Industrial  Traffic  League  and  the  railroads  coming  to  a 
certain  understanding  regarding  rates  and  particularly  the  so 
called  demurrage  agreement,  both  in  the  matter  of  increasing 
demurrage  charges  and  in  an  agreement  having  been  reached 
not  to  press  further  the  publication  of  the  increased  figures. 

I  have  no  desire  to  become  prominent  In  the  columns  of  your 
publication,  but  would  be  glad  to  know  under  what  license  you 
assume  the  National  Industrial  Traffic  League  presumes  to  speak 
for  the  petroleum  oil  shippers  of  the  country,  In  particular  the 
Indiahoma  Refining  Company  which  is  not  a  member  of  the 
league,  and,  further,  why  the  league  should  attempt  to  petition 
the  railroads,  as  Mr.  Rippin's  committee  did,  for  the  increasing 
of  demurrage  upon  the  cars  which  we  own,  amounting  to  924 
cars,  which,  for  divers  reasons,  may  at  some  time  or  another  be 
detained  for  reasons  of  our  own  upon  the  private  siding  of  some 
consignee  or  upon  some  other  siding  which  we  have  arranged 
to  use. 

As  a  matter  of  fact,  following  the  Commission's  decision  in 
the  private  car  case,  the  railroads  have  absolutely  no  grounds 


whatever  for  collecting  one  penny  of  storage  and  demurrage 
upon  the  private  car  of  any  ownership,  where  it  may  remain,  ex- 
ceeding the  free  time,  upon  the  private  aiding  of  the  same  owner 
as  the  tank  car  or  on  the  siding  of  ownership  different  from  that 
of  the  tank  car. 

There  are  over  100,000  privately  owned  tank  cars,  as  you 
will  observe  by  consulting  Agent  Boyd's  tank  line  circular,  to 
say  nothing  of  the  other  classes  of  private  equipment,  viz:  re- 
frigerators, coal  cars,  etc. 

As  stated,  I  desire  no  prominence  whatever  In  the  columns 
of  your  good  paper  but  merely  put  before  you  for  further  con- 
sideration, at  least,  the  facts  of  certain  business  of  more  or 
less  magnitude,  which  appears  not  to  have  been  fully  considered 
In  some  of  the  actions  of  The  League. 

We  print  this  letter  and  comment  on  it  in  this  way 
because  it  is  more  or  less  typical  and  because  it  gives 
us  an  opportunity  to  make  plain  some  things  that  seem 
not  to  be  understood  by  some  shippers.  In  the  first 
place,  answering  the  question  of  Mr.  Powers,  we  do  not 
assume  that  the  Traffic  League  speaks  for  the  shippers 
of  petroleum  oil  or  for  anybody  else  who  is  not  willing 
to  have  the  League  speak  for  him.  If  Mr.  Powers  does 
not  belong  to  the  League,  certainly  no  insistence  by  us 
or  by  anyone  else  could  compel  him  to  allow  himself 
to  be  spoken  for  by  the  League.  Even  if  he  belonged 
to  the  League  he  would  still  have  the  right  to  speak  for 
himself  in  matters  where  he  differed  from  the  majority 
of  the  League.  Nobody  nas  any  desire  to  cause  things 
to  be  otherwise  and  the  League  has  never  made  any 
different  representation.  There  have  been  many  in- 
stances of  League  members  disagreeing  with  action 
taken  by  the  League  and  taking  individual  action  in  op- 
position to  it.  That  was  the  case,  for  instance,  in  the 
matter  of  the  demurrage  rules,  to  which  Mr.  Powers 
refers.  The  League,  by  an  extremely  close  vote,  sup- 
ported the  action  of  its  demurrage  committee,  which 
had  agreed  with  the  carriers  on  higher  demurrage  rates, 
with  some  concessions.  Many  members  of  the  League 
persisted  in  their  disagreement  with  this  action,  even 
after  losing  the  hard  fight  they  made  at  the  League 
meeting,  and  filed  individual  remonstrances  with  the 
Commission.  This  is  always  the  right  of  League  mem- 
bers. The  League  could  not  take  it  away  if  it  wished, 
and  it  does  not  wish.  So  much  for  that. 

We  can  understand  why  some  shippers  who  do  not 
belong  to  the  League  and  who  may  be  in  disagreement 
with  some  of  the  action  taken  by  it,  may  feel  that  ad- 
vantage is  being  taken  of  them ;  but  any  such  feeling 
must,  we  think,  disappear  if  consideration  is  given  to 
the  matter.  We  hold  no  brief  for  the  Traffic  League, 
as  such.  We  do  not  care  whether  the  League  or  some 
other  organization  discharges  the  function  that  the 
League  is  attempting  to  discharge  and  that  we  feel 
ought  to  be  assumed  by  some  such  body.  We  do  not 
care  who  the  officers  of  the  League  are  or  who  its  mem- 
bers are,  so  long  as  they  conduct  themselves  properly. 
But  we  do  feel  that  the  fact  that  there  can  be  and  is 
an  organization  of  shippers  that  is  consulted  by  the 
carriers  and  the  Commission  as  representing,  in  a  gen- 
eral way,  the  great  body  of  shippers  in  this  country  is 
of  extreme  value  to  the  shipping  public.  The  Traffic 
League  happens  to  be  that  organization  and  it  is  striv- 
ing in  very  manly  and  wise  fashion  to  do  its  work  prop- 
erly. The  advantage  to  the  shipper  is  that  here  is  an 
organization  through  which  he  may  have  a  voice  in 
settling  with  the  carriers  questions  of  large  import  in 
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which  it  is  extremely  helpful  if  there  can  be  conference 
and  co-operation.  The  League  may  not  always  see 
things  his  way.  If  it  does  not,  he  still  has  individual 
recourse.  But  the  way  for  him  to  have  a  voice  and  to 
get  things  settled  his  way  is  to  join  the  League  and 
take  part  in  its  deliberations.  Nine  times  out  of  ten, 
\\v  believe,  the  crystallization  of  sentiment  resulting 
from  the  exchange  of  many  views  will  represent  justice 
and  reason.  But,  however  he  may  feel  about  that,  he 
has  n,.  right  to  say  that  the  League  is  assuming  to 
speak  for  him  or  that  we  assume  that  the  League  speaks 
for  him.  \Ye  certainly  have  not  made  any  such  mistake 
and  the  League  has  given  us  no  excuse  for  making  it. 
X<>w,  if  ever,  is  the  time  for  putting  into  effect  the 
long  and  much  talked  of  co-operation  between  shippers 
and  carriers.  The  League  seems  to  be  the  proper  or- 
ganization for  the  shippers  to  work  through.  It  deals 
only  with  matters  of  general  interest,  such  as  demurrage 
rules,  the  terms  of  the  bill  of  lading,  and  the  general 
level  of  rates.  It  takes  no  part  in  small  or  individual 
differences.  If  an  individual  is  not  pleased  with  the 
action  taken  by  the  League  even  on  one  of  these  mat- 
ters of  general  interest,  he  is  .not  at  all  deprived  of  re- 
course. He  has  all  the  rights  he  ever  had.  We  do  not 
see  how  such  an  organization — once  its  purpose  and 
methods  are  understood — can  fail  to  appeal  to  everybody 
as  a  valuable  agency  in  transportation.  The  only  care 
should  be  that  its  purpose  and  motives  should  be  kept 
as  high  as  they  now  are.  The  way  to  keep  them  sn  is 
to  join  the  organization  and  give  it  the  benefit  of  one's 
ideas.  The  more  members  it  has  and  the  wider  its  geo- 
graphical representation,  the  greater  its  power  for  good. 

SHIPMENT   OF  ARMS   TO   MEXICO 

The   Traffic    World    Washington  Bureau 

There  has  arisen  a  question  of  accuracy  between  the  State 
Department  and  the  War  Department,  as  to  the  character  of  the 
embargo  against  the  shipment  of  arms  and  ammunition  into 
Mexico  and  the  border  points  of  the  United  States. 

Under  date  of  December  29,  1920,  the  American  Railway 
Association  put  out  Supplement  No.  1  to  CCS-40,  in  which  the 
third  paragraph  reads  as  follows: 

3.  (a)  Among  the  arms  and  munitions  of  war  referred  to  are  in- 
cluded the  following:  artillery  of  all  calibers  and  ammunition  therefor, 
machine  nuns,  automatic  rifles,  grenades  and  bombs. 

(b)  This  embargo  does  not  include  small  arms,  such  as  shotguns. 
rifles,  revolvers  and  pistols;  small  arms  ammunition,  dynamite  blast- 
ing powder  and  other  high  explosives  used  for  industrial  purposes  and 
fuse*  or  caps  for  firing  same. 

That  paragraph  superseded  a  similarly  numbered  paragraph 
in  CCS-40,  reading  as  follows: 

;.  Among  the  arms  and  munitions  of  war  referred  to  are  included 
'   ""'owing:    Held  guns,   machine  guns,   automatic   rifles    grenades 
IDS.   high  power  rifles  of  caliber  .22  or  larger  and  ammunition  for 
*amS.i.ire volY*r8  and  automatic  pistols  and  ammunition  for  same 

emOBTgo  does  not  Include  shotguns,  shotgun  ammunition  and 
,    power  rifles  of  small  caliber,   such   as  are   used   in   shooting  gal- 
'.  and  ammunition  for  them:  dynamite,  blasting  powder  and  other 
M(rh  explosives  and  fuses  or  caps  for  firing  same. 

The  fact  that  there  had  been  a  change  in  the  car  service 
rules  relating  to  the  embargo  on  arms  and  ammunition  was  set 
forth  in  the  Traffic  World  of  January  1,  page  38. 

Acting   on    the   information   conveyed    in   the   modified    car 

ervice  order,  the  traffic  department  of  a  number  of  cartridge 

A  powder  companies  in  Illinois  drew  the  following  telegram 

ofTan         T      '  DaYi8'  8Ctlng  Secreta]y  °f  S^te,  under  date 

The  supplement  to  CCS-40  is  based  on  advice  from  Newton 
•cretary  **  War,  who  approved  a  recommendation  of 


Colonel  Anderson  of  the  general  staff.  The  advice  states  that 
the  modification  was  approved  by  the  State  Department. 

Interested  ammunition  manufacturers  knew  about  the  pro- 
posal to  have  the  embargo  modified  about  two  weeks  before  the 
railroads  were  authorized  to  modify  their  car  service  rules. 
They  inquired  about  the  matter  while  it  was  still  supposed  to 
be  in  a  confidential  state.  Whether  they  made  shipments  under 
the  modified  embargo  is  not  known,  but  so  far  as  the  railroads 
know,  the  facts  set  out  in  CCS-40  are  the  views  of  the  military 
branch  of  the  government  approved  by  the  State  Department. 
The  railroads  have  no  information  other  than  the  memorandum 
of  approval  by  Secretary  Baker. 

Respecting  the  appearance  of  conflict  between  the  depart- 
ments of  state  and  of  war,  in  regard  to  the  condition  of  the 
embargo  on  the  shipment  of  arms  to  Mexico  and  to  border 
points  in  the  United  States,  Mr.  Johnston,  chief  of  the  section 
of  Mexican  affairs  of  the  Department  of  State,  explained  that 
there  was  really  no  connection  between  the  presidential  embargo 
against  arms  for  Mexico  and  the  embargo  to  border  points,  al- 
though both  are  carried,  so  far  as  the  carriers  are  concerned,  in 
the  same  car  service  order.  The  presidential  embargo  is  only 
against  the  shipment  of  arms  into  Mexico.  There  has  been  no 
modification  of  that.  Therefore  the  telegram  of  Acting  Secre- 
tary Davis  to  the  Illinois  arms  and  ammunition  concerns  is 
technically  accurate. 

The  modification,  Mr.  Johnston  explained,  is  only  in  that 
part  of  the  scheme  for  keeping  arms  and  ammunition  away 
from  Mexico  that  covers  shipments  to  the  border  points.  Presi- 
dent Wilson,  under  the  terms  of  the  statute  on  which  the  em- 
bargo against  shipments  into  Mexico  is  founded,  has  no  authority 
to  place  embargoes  against  the  shipment  of  arms  from  one  part 
of  the  United  States  to  another. 

Restrictions  on  the  shipment  of  arms  from  arms  and  am- 
munition factories,  according  to  the  state  department's  explana- 
tion, are  the  result  of  voluntary  steps  taken  by  American  arms 
manufacturers  at  the  time  of  Pershing's  going  into  Mexico  after 
Villa.  According  to  the  State  Department  version  the  military 
authorities  on  the  Mexican  border  forbade  the  railroads  bring- 
ing arms  and  ammunition  into  the  cities  near  the  Mexican  border 
by  telling  them  that  they  might  not  bring  in  any  except  on 
license  from  a  military  officer.  That  was  without  authority  of 
law,  but  a  step  to  which  the  carriers  and  shippers  are  said  to 
have  consented  as  a  measure  of  protection  for  the  American 
troops.  The  dealers  in  the  border  cities,  it  is  asserted,  consented 
to  such  a  self-denying  order  in  the  interest  of  the  lives  of  the 
American  expedition. 

The  fact  is,  however,  that  the  War  and  State  departments 
have  supervised,  revised,  and  advised  as  to  the  form  of  the 
embargo  notice  issued  by  the  American  Railway  Association,  the 
general  caption  of  which  shows  that  the  whole  document  is  sup- 
posed to  be  the  regulation  of  shipments  under  the  presidential 
embargo  on  arms  and  ammunition  for  Mexico  and  border  points. 
The  supplement  put  out  by  the  American  Railway  Association 
was  prepared  in  accordance  with  the  ideas  of  the  War  and  State 
departments,  endorsed  by  the  War  Department,  which  said  that 
the  embargo  car  service  order  was  in  accordance  with  the  ideas 
of  the  State  Department. 

The  revison  was  made  at  the  request  of  arms  and  ammuni- 
tion manufacturers  and  their  customers  at  the  border  points. 
The  latter  objected  to  the  continuance  of  a  situation  that  enabled 
dealers  just  beyond  the  border  points  to  obtain  all  the  arms  and 
ammunition  they  desired,  when  it  was  possible  for  such  dealers 
to  truck  into  the  prescribed  border  points  the  arms  and  am- 
munition which  the  dealers  in  the  border  points  could  not  handle 
because  of  the  continuance  of  an  unofficial  embargo,  long  after 
the  reason  for  its  creation  had  disappeared. 

JOINT  RATES  ON  GRAIN 

The  Traffic  World  Washington  Bitican 

In  I.  and  S.  No.  1233,  opinion  No.  6565,  59  I.  C.  C.  733,  the 
Commission  held  that  the  Big  Pour  was  not  warranted  in  pro- 
posing to  cancel  the  joint  rates  on  grain  from  stations  on  the 
Toledo,  St.  Louis  &  Western  east  of  Cayuga,  Ind.,  protested  by 
the  Indianapolis  Board  of  Trade.  The  dispute  about  divisions 
did  not  result  satisfactorily.  The  matter  may  be  brought  to  its 
attention. 


NEW  ORLEANS-COLORADO  CLASS  RATES 

The  Traffic  World  Washington  Bureau 

In  I.  &  S.  1229,  the  Commission  has  condemned  the  proposed 
class  rate  revision  between  New  Orleans  and  Colorado  points 
but  without  prejudice  to  the  carriers  in  filing  a  revised  scale 
oeginning  with  $3.04,  first  class,  and  graded  down  in  accordance 
with  the  relationships  prescribed  in  its  decision  in  the  Public 
Utilities  of  Colorado  case.  It  declined  to  decide,  in  this  case, 
whether  the  New  Orleans  scale  should  or  should  not  apply  to 
Pensacoia  and  Mobile. 


The  information  carried  in  THE  DAILY  TRAFFIC 
WORLD  is  up-to-the-minute. 
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Current  Topics 

in  Washington 


British  Control  of  Oil  Industry.— Americans  of  financial  sub- 
itance  and  mental  poise,  with  money  invested  in  oil  and  packing 
houses,  believe  the  men  composing  the  British  government  have 
determined  to  obtain  a  world  monopoly  in  oil  and  meat,  if  they 
cm.  The  oil  companies  have  been  apprehensive  on  that  score 
tor  a  good  many  months.  Now  they  have  been  Joined  by  the  big 
meat  packers.  There  is  so  little  doubt  about  the  desires  of  the 
r.ritish  Kovernment  in  the  matter  of  control  of  the  oil  industry 
i hat  there  is  no  dispute  about  the  underlying  fact.  The  only 
question  is  as  to  how  large  a  percentage  of  American  oil  property 
is  now  owned  by  the  British  government.  In  the  Senate,  January 
>;,  Senator  Phelan  of  California  asserted  that  the  British  con- 
trolled a  large  percentage  of  the  proved  oil  lands  in  California. 
Later  he  said  the  amount  was  equal  to  thirty  per  cent  of  the 
whole.  It  is  admitted  by  those  who  decry  the  talk  about  the 
British  menace  that  the  Shell  interests,  controlled  by  the  British 
government,  control  eight  per  cent  of  the  proved  oil  lands  in 
the  state,  the  oil  production  of  which  is  the  second  in  size  in  the 
United  States  and  only  a  fraction  lower  than  the  production  of 
Oklahoma,  the  premier  state.  Inasmuch  as  Americans  are  ex- 
cluded from  all  territory  under  the  British  flag,  other  than  Can- 
ada, and  in  view  of  the  boast,  made  some  time  ago  by  Sir  E. 
.Mackay-Edgar  that  in  a  few  years  American  users  of  petroleum 
and  its  products  would  be  paying  tribute  to  the  British  at  the 
rate  of  $1,000,000,000  a  year,  the  thought  of  the  American  oil 
industry  that  the  British  government  has  its  eye  on  its  goods  and 
chattels  is  not  regarded  as  much  out  of  line  with  the  facts.  The 
big  units  in  the  industry  are  particularly  apprehensive  because 
the  policy  of  the  American  government  has  been  more  to  sup- 
press big  units  than  to  encourage  them.  The  British  woke  up 
during  the  war  to  the  fact  that  but  for  the  dollars  of  the  Ameri- 
can government  and  the  hearty  co-operation  of  the  American  oil 
industry,  not  to  mention  the  physical  help  of  the  American  sol- 
dier and  marine  at  so  many  places  on  the  French  front,  the  black 
cross  of  the  Prussian  monarchy  would  be  floating  over  London 
tower.  So,  according  to  Senators  McKellar  and  Phelan,  it  used 
some  of  the  dollars  America  sent  to  it  to  buy  up  oil  lands  in 
those  parts  of  the  world  which  had  not  adopted  the  British 
policy  of  exclusion — so  much  so  that  in  Venezuela  now  Ameri- 
cans desirous  of  buying  oil  lands  are  in  competition  with  Ameri- 
ican  dollars,  in  the  hands  of  the  British  government,  while  the 
British  government  is  asking  the  American  government  to  put  off 
the  day  when  it  must  pay  the  interest  on  the  four  billions  it 
owes  the  United  States.  It  is  a  gloomy  picture  the  men  in  the 
oil  industry  and  their  friends  paint  of  conditions  in  oil  fields  out- 
side of  the  United  States. 


the  American  way  to  net  rid  of  surplus  wax  (o  put  the  priced  down 
»o  that  somebody  would  buy  without  delay. 

Prohibition  Sadden*  Ship  Owners. — American  »h'ip  owner* 
!••••!  about  as  sad  as  the  butchers,  though  not  because  of  what 
the  Hi-Utah  have  done  or  propose  doing  to  them.  Tht-v  complain 
that  if  the  Volstead  law  i«  extended  to  cover  American  passenger 
whips,  no  sane  American  will  put  another  dollar  into  passenger 
ships  and  those  who  have  Invested  their  dollars  in  them  will 
lose,  because  Americans  will  not  travel  on  dry  ships  so  long  as 
foreign  ships  are  permitted  to  be  wet  when  they  pa.is  lieyond 
the  three-mile  limit.  They  have  asked  the  House  judiciary  com- 
mittee to  amend  the  Volstead  law  so  that  Attorney-General 
Palmer's  opinion  that  that  statute  covers  them  will  not  hold. 
They  want  the  law-makers  to  put  a  cease  and  desist  order  on  the 
law  so  far  as  American  ships  on  the  high  seas  are  concerned. 
Volstead  Is  still  chairman  of  the  committee.  The  wets,  in  the 
most  recent  struggle  in  the  House,  are  still  shown  to  he  in  the 
minority,  so  the  aridity,  it  is  believed,  will  spread  to  those  parts 
of  the  ocean  from  which  its  waters  are  displaced  by  the  hulls  of 
American  ships.  Experience  of  railroad  traffic  men  with  the 
eighteenth  amendment  and  the  Volstead  law,  it  is  believed,  will 
show  that  the  sorrows  of  the  owners  of  American  ships  are  not 
fancied  but  real.  Experience  seems  to  indicate  that  the  Ameri- 
can with  money  enough  to  travel  Is  not  opposed  to  alcohol  in 
proper  quantities.  It  has  been  suggested  that,  perhaps,  here- 
after dry  ships  will  advertise  that  fact  and  appeal  to  the  pro- 
hibitionists for  the  patronage  the  wets  will  not  bestow  on  them 
so  long  as  there  is  a  wet  ship  this  side  of  Davy  Jones'  locker. 


A  Meat  Monopoly  Also? — And  now  come  the  butchers,  carry- 
ing with  them  the  ad  interim  report  on  the  meat  situation 
in  the  United  Kingdom,  dated  November  9,  and  submitted  to 
parliament  by  a  sub-committee  of  the  standing  committee  on 
trusts.  That  report  contains  a  chapter  on  the  American  meat 
companies.  In  that  chapter  the  sub-committee  proposes,  first, 
that  the  foreign  meat  companies  be  taxed  on  their  profits,  no 
matter  where  made,  or  "whether  brought  to  the  United  Kingdom 
or  not";  second,  that  the  Las  Palmas  meat  packing  house  in 
Argentina  should  continue  to  be  operated  by  the  British  govern- 
ment, as  "the  possession  of  the  Las  Palmas  works  gives  the 
government  an  'observation  post'  of  great  value  in  the  very  cen- 
ter of  the  operations  of  the  American  meat  companies;  third, 
that  it  should  be  the  policy  of  His  Majesty's  government  to  pre- 
vent the  share  of  the  beef  trade  now  in  foreign  hands  from  in- 
creasing, and,  fourth,  that  the  shipping  equipped  for  transporting 
meat  (of  which  the  British  ship  owners  have  a  virtual  monopoly) 
be  controlled  by  the  government  so  as  to  prevent  the  develop- 
ment of  further  control  of  British  meat  markets  by  foreign  com- 
binations." In  other  words,  the  idea  is  to  m-event  the  further 
mowih,  in  !oreiirn  Irani-,  of  Afporipqn  Pflp*rttrgi  wh^frpr  they  itTifi 
members  of  I  lie  big  five  or  are  amonj;  the  several  hundred 


c,onjp,«Tiipa The  Germans,  when  they  tried  to  prevent 
the  growth  of  American  packers,  used  to  assert  that  American 
pork  was  diseased  or  that  something  was  wrong  with  the  livers 
of  American  steers,  unless  and  until  they  passed  into  German 
hands  on  their  way  to  German  stomachs.  If  the  Germans  could 
but  lay  their  hands  on  the  American  meats  the  ceremony  was  as 
efficacious  as  could  be  imagined.  The  British  committee  also 
suggested  that  the  governments  of  the  various  consuming  and 
producing  countries  should  take  "such  common  action  as  may  be 
required"  to  limit  the  business  of  American  companies.  This 
drastic  action,  the  sub-committee  said  in  its  report,  was  not 
warranted  by  any  evidence  of  wrong-doing  on  the  part  of  Ameri- 
can companies.  It  said  it  had  no  complaint  to  make  about  "un- 
fair trading"  except  that  the  Americans  had  no  way  of  combining 
to  limit  the  cutting  in  prices  to  "clear  stocks."  That  is  to  say, 


No  Confirmation  of  Nominations. — The  long  existing  impres- 
sion that  President  Wilson's  nominees  for  the  Interstate  Com- 
merce Commission  and  the  Shipping  Board  would  not  be  con- 
firmed during  his  term  of  office  was  strengthened  by  the  refusal 
of  the  majority  party  senators  to  hold  an  executive  session  on 
January  18.  There  has  been  no  session  for  the  dispatch  of 
executive  business  since  the  beginning  of  this  session  of  Con- 
gress. Minority  party  senators  tried  to  force  an  executive  ses- 
sion on  the  day  mentioned,  but  the  majority  voted  down  the  mo- 
tion. In  the  debate  Senator  Lodge  made  it  clear  that  it  was 
the  purpose  of  the  majority  senators  to  confirm  only  routine  nom- 
inations, such  as  the  commissioner  of  patents  and  his  assistants, 
•  a  treasurer  of  the  United  States,  and  original  army  nominations, 
of  which  there  are  more  than  5,500.  Nominations  of  officers  for 
important  staff  places  will  not  be  confirmed,  because  it  is  as- 
sumed that,  inasmuch  as  such  officers  formulate  the  policies  of 
the  War  Department,  the  incoming  Secretary  of  War  would  like 
to  choose  his  own  assistants.  Eight  years  ago  the  party  now 
going  out  of  power,  Senator  Lodge  said,  had  laid  down  that  rule, 
and  he  thought  it  a  good  one,  but  that  there  was  always  the  dan- 
ger of  carrying  it  too  far.  To  show  that  he  and  his 'colleagues 
were  not  going  to  do  that  he  announced  that  confirmations  of  the 
character  indicated  would  take  place.  The  majority  senators 
allowed  the  routine  army  nominations  to  be  referred  to  commit- 
tees. The  nominations  for  vacancies  on  the  Interstate  Commerce 
Commission  and  the  Shipping  Board  have  not  been  referred  to 
committees.  Such  references,  except  by  unanimous  consent, 
cannot  be  made  except  when  the  Senate  is  meeting  for  the  trans- 
action of  executive  business,  and  no  such  meeting  has  been  held 
since  the  assembling  of  the  Senate  in  December.  Senator  Norris 
of  Nebraska  voted  with  the  minority  senators  January  18  and 
thereby  made  the  vote  close— 36  to  34— against  the  motion  for  an 
executive  session. 


Some  Effects  of  High  Freight  Rates. — Were  the  truck  grow- 
ers around  Washington  and  other  eastern  cities  readers  of  The 
Traffic  World  they  might  profit  by  reason  of  the  misfortune  of 
their  competitors  in  Colorado  and  California  arising  from  the  fact 
that  the  rates  on  cantaloupes  from  those  fields  have  become  so 
high  that  genuine  Rocky  Fords  and  Turlocks  are  likely  hereafter 
to  be  In  the  eastern  markets  in  only  limited  quantities.  The 
eastern  truck  farmers,  it  might  be  expected,  would  go  in  heavily 
for  cantaloupes  and  other  things  now  supplied  by  distant  fields. 
This  shutting  of  the  distance  sources  of  supply  out  of  their 
accustomed  markets  probably  will  please  those  who  have  been 
insisting  that  the  railroads  have  favored  the  long-haul  freight 
at  the  expense  of  the  short-haul.  The  relatively  high  rates  on 
wheat  and  other  grains,  too,  ought  to  make  farm  land  In  the  east- 
ern states  more  valuable.  Farm  lands  in  Ohio  and  Pennsylvania 
are  believed  to  have  gone  down  in  value  when  western  grain 
began  being  shipped  into  the  eastern  markets.  Far-seeing  men 
like  the  Rockfellers,  Armours  and  Swifts  long  ago  took  .-r.  p-  to 
save  themselves  from  the  adverse  effect  of  Increased  long-haul 
rates  by  putting  branch  houses  at  strategic  points.  The  United 
States  Steel  Corporation,  not  built  in  the  way  the  big  units  of  the 
Rockefeller,  Swift  and  Armour  industries  are  built,  happens  to 
have  a  steel  mill  so  located  that  no  matter  what  happens  in  the 
way  of  freight  rates,  it  will  be  able  to  supply  a  given  market  at 
about  as  low  a  figure  as  the  local  mill  can  meet  its  needs.  By  rea- 
son of  low  rates  from  the  truck  farms  of  Florida,  the  Carolinas 
and  Virginia,  thousands  of  acres  of  land  in  the  District  of  Co- 
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lumbia  formerly  devoted  to  truck-growing  are  now  out  of  culti- 
vation     Their  owners  found   their  markets   pre-empted  by   1 
products    brought   in    by    the    refrigerator    car.      The    southern 
farmer  came  into  the  Washington  markets  first  and  by  the  time 
the  tomatoes  and  other  things  from  the  farms  along  the  easten 
branch  of  the  Potomac  were  ready,  the  prices  had  gone  below 
the  cost  of  production.     Canneries  saved  some  of  the  Maryland 
farms,  but  many  of  them  went  out  of  business. 


Ditparity  Between  American  and  Canadian  Money.— What 
did  the  Canadian  roads  do  to. equalize  American  and  Canadian 
currency,  when,  after  the  Civil  War,  American  currency  was  at  a 
discount  in  comparison  with  Dominion  dollars?  That  question 
was  asked  when  the  order  of  the  Canadian  Board  of  Railway 
Commissioners  was  made  public  by  the  Interstate  Commerce 
Commission.  The  oldest  inhabitant  did  not  have  an  answer. 
Rates  in  those  days  were  so  uncertain  that  the  agents  who 
quoted  them  made  the  best  arrangements  possible.  It  was  then 
still  the  rule  of  the  American  version  of  the  common  law  that 
the  shipper  should  make  the  best  bargain  possible  with  a  com- 
mon carrier.  In  fact,  that  was  the  rule  until  1887,  when  the  act 
to  regulate  commerce  was  passed.  While  the  rule  was  changed 
in  that  year  the  practice  did  not  change  until  twenty  years  later, 
when  the  Hepburn  law  became  operative.  Rebates  were  not  open- 
ly paid  so  late  as  that,  but  they  were  paid  with  a  degree  of  regular- 
ity and  certainty  that  defied  anyone  to  be  absolutely  certain  as 
to  what  a  given  shipper  paid  for  the  services  he  obtained.  The 
probabilities  were  that  the  transactions  across  the  international 
boundary  line  were  few  and  far  between  and  that  such  as  took 
place  were  the  result  of  private  bargains  each  of  which  differed 
from  others  made  about  the  same  time,  the  terms  varying  with 
the  necessities  of  the  bargainers.  The  fact  that  Canadian  dollars 
and  American  dollars  are  not  interchangeable  at  par  has  caused 
more  printer's  ink  to  be  spilled  in  this  side  of  the  world,  appa- 
rently, than  has  been  used  on  that  subject  in  the  rest  of  the 
world  put  together.  Imagine  the  difficulty  of  central  Europe 
trying  to  do  business  with  the  Austrian  kroner,  the  German 
mark,  the  Swiss  franc,  the  French  franc  and  the  Italian  lira,  not 
to  mention  the  British  shilling,  which,  in  pre-war  days,  resem- 
bled the  German  mark,  for  value,  as  the  francs  and  lira  resem- 
bled each  other,  the  British  and  German  being  on  the  Teutonic 
basis  and  the  others  on  the  percentum  basis.  Americans,  on  the 
two  sides  of  the  Dominion  boundary  line,  have  had  no  troubles 
worth  mentioning  in  comparison  with  the  Europeans. 


Another  Period  of  Car  Congestion  Coming. — Four  months 
hence,  it  is  believed  by  men  who  have  had  to  do  with  car  serv- 
ice matters,  there  will  be  another  period  of  car  congestion.  Men 
like  W.  L.  Barnes,  W.  C.  Kendall  and  D.  E.  Spangler  have  had 
too  much  experience  with  traffic  waves  to  believe  that  the  over- 
supply  of  cars  will  last  longer  than  that.  It  would  not  surprise 
them  were  the  demand  for  cars  to  reach  the  congestion  stage  be- 
fore that  time.  The  country  cannot  get  along  much  longer  with- 
out the  wheat  and  cotton  that  is  being  held  on  the  farms.  At 
least,  that  is  the  way  the  car  service  men  argue.  Even  if  the  rates 
are  so  high  that,  in  some  instances,  the  trucks  can  take  business 
from,  the  railroads,  activity  by  the  trucks  means  activity  on  the 
railroads  sooner  or  later.  The  country's  business  cannot  all  be 
done  by  truck.  If  the  trucks  start  it  going  again  there  will  be 
work  for  the  railroads.  Truck  owners  can  operate  for  a  time 
without  profit  easier  than  the  railroads  can,  because,  as  a  rule, 
the  trucks  are  owned  more  nearly  outright  than  are  the  railroads. 
In  other  words,  they  have  not  as  great  an  overhead  of  fixed 
charges  to  meet.  Besides,  it  has  been  argued  that  when  rail- 
road labor  sees  th'at  high  rates  of  pay  and  no  work  are  not  profit- 
able, it  will  be  willing  to  have  revision  downward  at  country 
stations  where  the  salaries  paid  are  out  of  all  proportion  to  the 
cost  of  living  and  far  beyond  the  gross  revenue  resulting  from 
the  operation  of  the  stations  in  question.  The  hardest  part  of 
that  revision,  however,  will  be  caused  by  the  "national  agree- 
ments" which  the  McAdoo-Hines  regime  executed  with  the 
unions,  the  fundamental  rule  in  which  seems  to  be  that  the 
same  kind  of  work,  no  matter  where  done,  ought  to  be  paid  for 
with  the  same  number  of  dollars.  That  rule  does  not  work  in  any 
line  of  human  endeavor.  If  it  works  in  the  railroad  business,  it 
has  been  suggested,  railroad  employment  in  the  big  cities  will 
soon  become  decidedly  unattractive,  with  the  alternative  of  leav- 
ing the  Philadelphia  station  crippled  and  that  at  Podunk  over- 
manned. A.  E.  H. 


REVENUE  FREIGHT  LOADING 

The   Traffic   World   Washington  Bureau 

While  an  increase  in  the  number  of  cars  of  revenue  freight 
loaded  occurred  in  the  week  ending  January  8,  as  compared  with 
loadings  in  the  two  preceding  weeks,  according  to  the  weekly  re- 
port of  the  car  service  division  of  the  American  Railway  Asso- 
ciation issued  January  19,  the  total— 706,413  cars— was  below 
that  of  the  week  ending  December  18,  which  preceded  the  holi- 
day period.  In  that  week  the  total  was  796,858  cars.  In  the  week 
ending  January  1  the  total  was  598,905  cars  and  in  the  week  end- 
ing December  25,  639,275  cars.  The  total  loading  in  the  week 
ending  January  8  was  below  that  for  the  corresponding  weeks  of 
1920  and  1919  when  the  number  was  830,673  and  723,801,  respec- 
tively. 

The  loading  by  districts  in  the  week  ending  January  8  and 
the  corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  5,191  and  6,284; 
live  stock,  4,044  and  4,312;  coal,  47,452  and  54,335;  coke,  1,460 
and  3,639;  forest  products,  6,925  and  8,246;  ore,  1,888  and  1,053; 
merchandise,  L.  C.  L.,  40,349  and  32,168;  miscellaneous,  54,435 
and  94,919;  total,  1921,  161,744;  1920,  204,956;  1919,  169,730. 

Allegheny  district:  Grain  and  grain  products,  2,321  and 
2,709;  live  stock,  3,900  and  3,785;  coal,  57,090  and  56,063;  coke 
6,745  and  3,929;  forest  products,  3,505  and  4,234;  ore,  3,332  and 
1,763;  merchandise,  L.  C.  L.,  31,530  and  38,426;  miscellaneous, 
45,428  and  58,870;  total,  1921,  153,851;  1920,  169,779;  1919,  158,735. 

Pocahontas  district:  Grain  and  grain  products,  156  and  211; 
live  stock,  142  and  164;  coal,  23,436  and  22,633;  coke,  398  and 
649;  forest  products,  1,282  and  2,029;  ore;  63  and  329;  merchan- 
dise, L.  C.  L.,  2,242  and  130;  miscellaneous,  5,046  and  9,789;  total, 
1921,  32,765;  1920,  35,934;  1919,  29,449. 

Southern  district:  Grain  and  grain  products,  3,036  and  3,250; 
live  stock,  2,056  and  2,919;  coal,  26,997  and  25,895;  coke,  794  and 
202;  forest  products,  11,958  and  16,314;  ore,  1,967  and  2,210; 
merchandise,  L.  C.  L.,  32,405  and  17,619;  miscellaneous,  25,770 
and  51,963;  total,  1921,  104,983;  1920,  120,372;  1919,  103,207. 

Northwestern  district:  Grain  and  grain  products,  11,660  and 
13,450;  live  stock,  9,215  and  10,687;  coal,  6,226  and  15,523;  coke, 
1,237  and  1,057;  forest  products,  10,597;  and  16,031;  ore,  1,141 
and  1,739;  merchandise,  L.  C.  L.,  22,010  and  18,471;  miscellane- 
ous, 24,268  and  39,771;  total,  1921,  86,354;  1920,  116,729;  1919, 
104,549. 

Central  Western  district:  Grain  and  grain  products,  12,648 
and  10,783;  live  stock,  10,312  and  12,927;  coal,  23,522  and  25,692: 
coke,  301  and  409;  forest  products,  2,677  and  5,380;  ore,  1,863 
and  2,559;  merchandise,  L.  C.  L.,  25,902  and  21,599;  miscellane- 
ous, 31,787  and  42,635;  total,  1921,  109,012;  1920,  121,984;  1919, 
107,969. 

Southwestern  district:  Grain  and  grain  products,  4,678  and 
4,168;  live  stock,  1,825  and  2,592;  coal,  5,561  and  9,197;  coke, 
544  and  514;  forest  products,  6,038  and  6,331;  ore,  463  and  599: 
merchandise,  L.  C.  L.,  14,655  and  13,593;  miscellaneous,  23,940 
and  23,925;  total,  1921,  57,704;  1920,  60,919;  1919,  50,162. 

Total,  all  roads:  Grain  and  grain  products,  39,690  and  40,855; 
live  stock,  31,494  and  37,386;  coal,  190,284  and  209,338;  coke,  11.- 
479  and  10,399;  forest  products,  42,982  and  58,565;  ore,  10,717 
and  10,252;  merchandise,  L.  C.  L.,  169,093  and  142,006;  mis- 
cellaneous, 210,674  and  321,872;  total,  1921,  706,413;  1920,  830,- 
673;  1919,  723,801. 

Note:  L.  C.  L.  merchandise  loading  figures  for  1921  and 
1920  are  not  comparable  as  some  roads  are  not  able  to  separate 
their  L.  C.  L.  freight  and  miscellaneous  of  1920.  Add  merchan- 
dise and  miscellaneous  to  get  a  fair  comparison. 


REDUCED  RATE  FOR   MILITARY  SERVICE 

A  bill  providing  that  railroads  and  transportation  companies 

erating  within  or  without  the  continental  limits  of  the  United 

•  grant  reduced  rates  to  persons  in  the  military  service 

>  has  been  introduced  by  Representative  Hicks,  of 

The  bill  provides  that  "railroads  and  transportation 

is  operating  within  or  without  the  continental  limits  of 

Ited  States  may   grant   reduced   rates   or   transportation 

i  to  persons  of  the  military  service  traveling  in  uniform 

thorizedvleave  of  absence  of  duly  authorized  furlough." 


INCREASED  CAR  LOADING 

The  Traffic  World  Washington  Bureau 

"Compilations  made  by  the  Bureau  of  Railway  Economics 
from  reports  received  from  the  railroads  of  the  country  show 
that  a  new  record  was  established  during  November  in  the  aver- 
age load  carried  by  each  loaded  freight  car,"  says  a  statement 
issued  by  the  Association  of  Railway  Executives.  The  average 
for  the  month  was  30%  tons,  which  was  two-fifths  of  a  ton 
greater  than  the  previous  record  and  one-half  a  ton  higher  than 
during  the  preceding  month.  This  record  was  made  in  the  fact 
of  a  falling  off  in  business  and  would  indicate  that  despite  a  de- 
crease in  tonnage  that  there  is  no  let  up  in  efficiency. 

"The  average  for  November  is  4.3  tons  more  than  that  made 
during  the  same  month  in  1919  and  one  ton  more  than  during 
Nov.,  1918.  In  July  and  August,  1918,  an  average  of  30.1  tons  was 
reached  but  it  was  not  until  last  September  that  the  thirty  ton 
mark  again  was  attained. 

"As  an  increase  of  one  ton  in  the  average  load  per  freight 
car  is  equivalent  to  the  addition  of  approximately  sixty  thou- 
sand cars,  the  increase  compared  with  November,  1919,  would  be 
equivalent  to  the  addition  of  258,000  freight  cars." 


Our  corps  of  experts  in  Washington  is  at  the  serv- 
ice of  subscribers  for  THE  DAILY  TRAFFIC  WORLD. 


January  :'-',  1921 


THE    TRAFFIC     WORLD 


I  ,.< 


Decisions  of  Interstate  Commerce  Commission 


APPLES,  ARK.  AND  MO.  TO  KAN.  AND  MO. 

In   a   report   by   Commissioner  Woolley  on  No.   11111,   Leo- 

nwald  Vinegar  Co.  vs.  A.  T.  &  S.  F.  et  al.,  opinion  6538, 
r.  ('.  filif)-!),  the  Commission  held  that  (he  rates  on  wind- 
fall and  cull  apples  in  carloads  from  points  in  northwestern 

nsas  and  southwestern  Missouri  to  Atchison,  Kan.,  and 
St.  Joseph,  Mo.,  were  not  unreasonable,  unjustly  discriminatory 
or  unduly  prejudicial,  except  from  Capps,  Ark.,  to  St.  Joseph. 
The  Commission  authorized  a  waiver  of  undercharges.  As  to 
shipments  to  Capps,  no  commodity  rate  applied  for  the  move- 
ments from  Capps  to  St.  Joseph.  The  Commission  held  that  the 
class  rate  applied  from  Capps  to  St.  Joseph  was  unreasonable 
to  the  extent  it  exceeded  31.5,  which  would  have  applied  had 
the  shipper  asked  for  the  enforcement  of  rule  77  of  Tariff  Cir- 
cular 18-A.  It  further  held  that  the  rate  of  30  cents  from  points 

rkansas  lo  Springfield  was  unreasonable  to  the  extent  that 
•  exceeded  the  distance  scale  of  commodity  rates,  minimum  of 

". pounds,  from  November  6,  1919,  to  January  5,  1920,  as 

published  in  item  335  of  Supplement  16  to  Leland's  I.  C.  C.  No. 
1!!'7.  and  that  for  the  future  any  rates  in  excess  of  that  scale 
plus  the  increases  authorized  in  Ex  Parte  74  will  be  unreason- 
able. The  carriers  are  to  establish  that  scale  on  or  before 
April  16. 


SWITCHING  AND  ABSORPTION  AT  PARIS 

In  a  report  on  I.  and  S.  1205,  Switching  and  Absorption  at 
Paris.  S.  C.  (no  opinion  number  or  paging  because  it  was  given 
out  in  mimeograph  form),  the  Commission  has  held  the  can- 
cellation of  the  charge  for  switching  service  at  Paris,  S.  C., 
which  it  is  physically  impossible  to  render  because  the  track 
has  been  removed,  should  be  permitted  on  the  filing  with  the 

mission  by  the  respondent  of  a  tariff  including  Paris  in 
the  Greenville,  S.  C.,  switching  limits. 

The  track  in  question  was  built  by  the  Piedmont  &  North- 
ern to  enable  it  to  reach  Camp  Sevier,  near  Paris,  on  the  line 
of  the  Southern  Railway.  The  track  material  was  furnished 
by  the  Southern.  It  switched  freight  to  and  from  the  P.  &  N. 
at  a  charge  of  $2  per  car,  since  increased  to  $2.50,  which  was  . 
.bsorbed  by  the  P.  &  N.  on  competitive  traffic. 

Two  or  three  months  after  the  transfer  of  the  camp  property 
and  several  months  after  the  use  of  the  track  for  the  govern- 
nent  had  ceased,  the  Southern  took  up  about  230  feet  of  the  track, 
thus  destroying  the  connection.  At  the  hearing  the  Southern 
offered,  if  permitted  to  make  the  cancellation  effective,  to  include 
Paris  within  the  switching  limits  of  Greenville. 


DECKER  CASE  DISCONTINUED 

The  Commission  has  discontinued  No.  9238,  Jacob  E.  Decker 
Sons  vs.  Minneapolis  &  St.  Louis  et  al.,  opinion  No.  6523, 
•9  !  C.  C.  585,  because  no  evidence  was  offered  on  further  hear- 
g  on  the  order  made  in  the  original  report  (55  I.  C.  C.,  433). 
The  original  order  dismissed  the  complaint.  That  was  made 
•in  November  19,  1919.  On  June  2,  1920,  at  the  request  of  the 
complainant  for  further  hearings,  solely  with  respect  to  the 
reasonableness  of  the  rates  on  salt  meats  from  Mason  City, 
Iowa,  to  Wichita,  Hutchinson,  and  Arkansas  City,  Kan.,  the  case 
,s  reopened.  The  petition  for  reopening  alleged,  among  other 
things,  that  the  through  rates  from  Mason  City  exceeded  the 
aggregate  of  the  intermediates  in  violation  of  the  fourth  section. 
The  carriers  at  the  hearing  offered  to  make  their  rates  conform 
with  the  fourth  section.  Their  offer  was  accepted  by  the  com- 
plainant with  a  reservation  of  its  rights  In  the  matter  of  other 
or  further  complaints  in  which  the  lawfulness  of  the  rates  might 
he  challenged  on  other  grounds.  Because  no  further  evidence 
was  offered,  the  Commission  has  discontinued  the  proceedings. 


RATES  ON  SULPHURIC  ACID 

A  (inding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11141,  Cleveland-Cliffs  Iron  Company  vs. 
•Munising,  Marquette  &  Southeastern  Railway  et  al.,  opinion  No. 
'33,  59  I.  C.  C.,  611-13.  The  Commission  found  that  the  rates 
on  sulphuric  acid  in  tank  cars,  from  New  Furnace,  Mich.,  to 
Steelton,  Minn.,  were  unreasonable  to  the  extent  that  they  ex- 
needed  17  cents  prior  to  June  25,  1918,  and  21  cents  on  and 
after  that  date.  Admission  that  the  rates  were  unreasonable 
to  the  extent  found  by  the  Commission  was  made  by  the  ear- 
ners involved.  Charges  were  collected  at  the  fourth-class  rate 
of  25  cents  prior  to  June  25  and  22  cents  after  June  25  in  addi- 
tion to  a  charge  of  $4.00  per  car  for  switching  from  New  Furnace 
:o  Marquette.  The  rates  really  applicable  under  the  unlawful 
tariffs  were  28  cents  prior  to  June  25,  1918,  and  35  cents  on  and 


alter  that  date.     The  rates  were  In  violation  of  the  fourth  nec- 
tion. 

RATES  ON  TANK  ANJTsiLO  MATERIAL 

In  a  report  written  by  Chairman  Clark  on  No.  11083,  Port- 
land Traffic  &  Transportation  Association  et  al.  vs.  Ann  Arbor 
et  al.,  opinion  No.  6532,  59  I.  C.  C.,  606-10,  the  Commission  has 
held  that  rates  on  redwood  tank  and  silo  material  from  Port- 
land, Ore.,  to  eastern  destinations  had  been  shown  to  be  unduly 
prejudicial  as  compared  with  rates  contemporaneously  main- 
tained from  San  Francisco  Bay  points.  The  carriers  are  ordered 
to  remove  the  prejudice  on  or  before  March  25,  on  statutory 
notice. 

In  this  case  It  was  shown  that  from  California  points  of 
origin  the  carriers  maintained  the  same  rates  on  the  two  kinds 
of  silo  and  tank  material,  while  from  Portland  their  rates  on 
redwood  tank  material  are  generally  10  cents  higher  per  100 
pounds  than  on  flr  tank  and  silo  material. 

For  the  defendants  it  was  stated  that  the  rates  were  put 
in  at  the  instance  of  the  complainant  when  it  engaged  in  busi- 
ness in  1916;  that  prior  to  that  time  the  National  Tank  &  Pipe 
Company,  for  which  the  Portland  Traffic  &  Transportation  As- 
sociation filed  the  complaint  and  the  California  concerns  en- 
gaged in  the  same  business,  were  under  the  same  control.  At 
that  time  redwood  silo  and  tank  material  was  made  only  in 
California.  The  carriers  insisted  that  it  was  not  their  duty  to 
make  a  rate  lower  than  normal  in  order  to  allow  the  Portland 
plant  to  enter  new  fields;  that  the  rates  established  were  based 
on  the  conditions  obtaining  at  Portland  and  on  the  north  coast 
generally;  that  no  suggestion  was  made  at  the  time  that  undue 
preference  resulted  because  of  the  higher  rates  in  effect  from 
Portland,  and  that  the  disadvantage  of  Portland  was  due  to  its 
location. 

The  northern  lines,  the  defendants  said,  in  reaching  a  some- 
what higher  basis  from  Portland  than  from  San  Francisco  Bay 
points  had  not  made  any  concessions  to  the  California  manu- 
facturers; that  the  complaining  company  desired  the  equaliza- 
tion of  its  disadvantage  through  an  adjustment  of  its  freight 
rates,  and  finally  that  commercial  and  economic  conditions  should 
not  be  made  the  basis  for  a  finding  of  undue  prejudice. 

In  support  of  their  contentions,  the  railroads  cited  Big 
Basin  Lumber  Company  vs.  S.  P.  Co.,  37  I.  C.  C.,  730,  to  show 
that  the  Commission  had  said  it  could  not  hold  the  carriers  to 
the  California  terminals  to  be  directly  responsible  for  any  dis- 
crimination resulting  by  reason  of  any  lower  rates  in  effect 
via  the  lines  to  the  north  coast.  Chairman  Clark  pointed  out, 
however,  that  only  the  question  of  relationship  between  trans- 
portation conditions  from  California  and  from  the  north  coast 
points  was  involved  m  that  case,  while  in  this  case,  he  said,  the 
only  question  was  as  to  whether  or  not  the  defendants  were 
justified  in  maintaining  different  rates  on  fir  and  redwood  from 
Portland,  while  they  contemporaneously  maintained  the  same 
rates  on  these  two  kinds  of  wood  from  competing  points  on 
San  Francisco  Bay.  He  called  attention  to  the  fact  that  in 
Rates  on  Lumber  and  Lumber  Products,  52  I.  C.  C.,  598,  the  Com- 
mission found  that  rates  on  tank  and  silo  material  should  not 
exceed  by  more  than  10  per  cent  the  rates  on  lumber  of  the  same 
species,  and  that  the  Commission  in  that  case  had  classified  flr. 
pine,  larch,  spruce,  cedar  and  redwood  lumber  alike,  in  that  all 
of  them  were  excluded  from  the  list  of  woods  of  value.  There- 
fore, he  said,  the  record  did  not  justify  the  application  of  higher 
rates  from  Portland  on  redwood  than  on  flr  tank  and  silo  ma- 
terial, while  contemporaneously  the  same  rates  were  maintained 
on  the  same  material  from  California. 


RATES  ON  BITUMINOUS  COAL 

Admitting  that  the  rates  to  Cedar  Rapids  on  coal  from 
mines  in  Illinois  are  higher  to  certain  other  Iowa  destinations 
(on  the  Mississippi  River  in  particular)  than  to  Rockford  and 
other  Illinois  consuming  points,  and  relatively  higher  than  to 
some  Wisconsin  points  and  to  St.  Paul.  Minn.,  with  which  Cedar 
Rapids  is  grouped  for  rate-making  purposes,  the  Commission, 
nevertheless,  has  dismissed  No.  10231,  Chamber  of  Commerce 
of  Cedar  Rapids  vs.  Baltimore  &  Ohio  et  al.,  opinion  No.  6537, 
59  I.  C.  C.  624-34.  Thereby  it  has  again  refused  to  disturb  the 
coal  rate  adjustment,  under  which,  according  to  Commissioner 
Woolley,  who  wrote  the  report,  the  mines  have  been  developed. 

This  dismissal,  however,  is  without  prejudice  to  other  cases 
involving  the  reasonableness  or  otherwise  of  the  adjustment  from 
various  groups  of  mines  in  Illinois  to  all  destinations  in  Iowa 
and  neighboring  states.  Woolley  regards  those  complaints  as 
of  a  broader  character  and  the  assertion  that  this  dismissal  is 
to  be  considered  as  without  prejudice  to  the  conclusions  that  may 
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be  reached  In  them  is  regarded  as  of  more  than  ordinary  sig- 

fl°Cha1rman  Clark  dissented  in  this  case,  but  did  not  write  an 
opinion,  thus  leaving  to  conjecture  whether  he  thought  a  begin- 
ning should  be  made,  in  this  case,  on  the  revision  that  may  C 
made  in  the  broader  proceedings  intimated  by  Commissioner 
Woolley.  or  that  the  conclusion  in  this  case,  without  regard  to  the 
others,  was  wrong. 

This  complaint  attacked  the  rates  from  producing  points 
in  Illinois  and  from  Chicago,  which,  of  course,  is  not  a  producing 
point,  as  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial to  Cedar  Rapids  and  its  industries  and  unduly  preferential 
of  other  points  in  Iowa,  Illinois,  Michigan,  Indiana,  Wisconsin 
and  Minnesota. 

A  large  number  of  interventions  were  filed  by  other  Iowa 
commercial  bodies,  and  associations  of  coal  operators,  all  with 
a  view  to  either  preserving  the  present  adjustment  or  obtaining 
benefits  from  any  revision  that  might  be  ordered. 

Rates  to  Iowa  are  supposed  to  be  constructed  on  the  basis 
of  arbitraries  over  the  rates  on  fine  coal  from  Chicago  and 
the  northern  Illinois  and  Peoria-Fulton  groups.  But,  in  many 
instances,  the  rates  from  the  Springfield  group  to  the  west  bank 
of  the  Mississippi  River,  plus  the  Iowa  distance  scale  beyond, 
give  combination  rates  lower  than  the  rates  made  on  arbitraries 
over  Chicago  and  the  groups  of  mines  in  northern  Illinois. 

In  some  instances  the  rates  constructed  on  the  Mississippi 
River  combination  are  lower  to  St.  Paul  than  to  Cedar  Rapids, 
although  Cedar  Rapids  is  in  the  southern  part  of  the  St.  Paul 
group  and  the  service  to  the  complaining  Iowa  city  is  less  than 
to  St.  Paul. 

Indiana  coal  mines  have  built  up  their  trade  on  this  vary- 
ing adjustment.  This  is  likewise  true  of  the  Belleville  group. 
The  interveners,  the  report  said,  were  not  concerned  with  the 
intrinsic  reasonableness  of  the  rates,  but  merely  with  the  rela- 
tionship. 

Another  factor  in  the  whole  matter  is  the  adjustment  of 
rates  on  coal  from  the  northwestern  lake  docks,  which  gives 
St.  Paul  a  better  adjustment  than  would  probably  otherwise 
prevail  if  the  mines  in  Illinois  were  the  only  source  of  sup- 
plies. But,  for  the  reason  before  indicated,  the  Commission 
refused  to  disturb  the  rate  structure  in  this  case,  but  its  refusal, 
as  before  set  forth,  is  without  prejudice  to  any  conclusion  that 
may  be  reached  in  the  other  cases  involving  the  rates  in  question. 

RATES  ON  COAL 

In  a  report  written  by  Chairman  Clark  on  No.  11142,  Cannon 
Manufacturing  Company  vs.  Southern  et  al.,  opinion  No.  6526, 
59  I.  C.  C.  594-6,  the  Commission  has  held  that  the  rates  on  coal 
from  Morning  Glory,  Tenn.,  to  Kannapolis  and  Concord,  N.  C., 
and  from  Catoosa,  Tenn.,  to  Albemarle,  N.  C.,  were  not  unrea- 
sonable but  unduly  prejudicial.  The  undue  prejudice,  the  re- 
port found,  existed  because  the  rates  exceeded  those  in  effect 
from  Harriman,  Tenn.,  by  a  greater  differential  than  that  con- 
temporaneously maintained  by  the  defendants  from  points  on 
the  Tennessee  Railway  and  the  Morgan  and  Frentress  Railway 
on  coal  destined  to  Rock  Hill,  Statesville  and  Whitney. 

DEMURRAGE  ON  FROZEN  ORE 

The  Commission,  in  a  report  written  by  Commissioner 
Wooley  on  No.  11274,  Wharton  Steel  Co.  vs.  C.  R.  R.  of  N.  J. 
et  al.,  opinion  No.  6534,  59  I.  C.  C.,  613-15,  has  expressed  the 
opinion  that  demurrage  charges  on  cars  containing  iron  ore 
frozen  in  transit  were  legally  assessed  and  had  not  been  shown 
to  be  unreasonable  or  otherwise  unlawfupl.  The  company  asked 
for  reparation  amounting  to  $12,092,  with  interest,  on  shipments 
received  after  January  1,  1918. 

Under  normal  conditions  the  steel  company  has  unloaded  as 
many  as  150  cars  of  ore  a  day.     In  the  first  three  months  of 
18,  on  account  of  the  severity  of  the  weather,  most  of  the  iron 
ore  was  frozen  in  transit  and  a  steaming  process  lasting  from 
<  to  48  hours  was  necessary  as  a  condition  precedent  to  the 
unloading  of  the  ore.     This  process  reduced  the  unloading  ca- 
pacity of  the  steel  company  to  about  32  cars  per  day. 

On  account  of  the  reduction  in  the  unloading  capacity  of 
steel  company,  many  cars  had  to  be  constructively  placed; 
e  of  them   were   not  released   for   more   than   eight   weeks 
after  such  constructive  placement. 

Complainant  claimed  the  exemption  from  demurrage  under 
ction  A  of  Rule  8,  sub-division  2  of  the  uniform  code,  which 
ded   for  exemption  on   condition   that   the   consignee   give 
itten  notice  as  to  the  condition  of  the  lading  within  the  pre- 
scribed free  time.     Commissioner  Woolley  said  the  complainant 
had  failed  to  give  the  proper  notices.    He  said  that  at  the  hearing 
complainant  also  denied  that  it  had  received  proper  notices 
constructive  placement.    The  testimony  on  that  point   he  said 
was  conflicting.     But,  said  Woolley,  regardless  of  that,  it  was 
ited  that  the  complainant  had  not  given  notice  as  to  the 
tion  of  the  lading  and  for  that  reason  it  could  not  avail 
the  frozen-shipments  rule,  as  decided  in  P.  R.  R.  vs 
Kittanning  Iron  &  Steel  Mfg.  Co,  253  U    S    319 


RATES  ON  COTTON  LINTERS 

An  order  of  dismissal  has  been  entered  in  No.  11511,  Carter- 
Arnold  Co.  vs.  A.  G.  S.  et  al.,  opinion  No.  6535,  59  I.  C 
the  Commission  holding  that  rates  on  cotton  linters  from   Mer- 
idian and  Amory,  Miss.,  to  Trenton  and  Nobel,  Ont.  in  1917  and  . 
1918,  were  not  unreasonable  nor  unduly  prejudicial, 
tion  was  that  the  shipments   to   Ontario  were  at  rates  unjust,, 
unreasonable  and  unduly  prejudicial  in  comparison  with   thos« 
to  Philadelphia  and  other  eastern  cities.     Reparation  only   was  j 
sought  based  on  a  rate  of  49  cents  as  to  shipments  prior  to  June 
25,  1918,  and  on  the  Philadelphia  rate  as  to  those  moving  there-; 
after.    At  the  hearing  it  was  developed  that  the  rate  to  Trenton,! 
Ont.,  was  the  same  as  the  rate  to  Philadelphia  and  that  part  of 
the  case  was  abandoned.     The  shipments  consisted  of  200  car- 
loads of  bleached  cotton  linters  for  use  in  the  manufacture  <• 
ammunition.     Inasmuch  as  no  shipments  have  been  made  since] 
that  time,  the  complainant  was  interested  only  in  reparation. 

CHARGES  ON  POTATOES 

The  Commission  has  dismissed  No.  11345,  John  A.  Ec-k  Com-| 
pany  vs.  Atlantic  Coast  Line  et  al.,  opinion  No.   6521.   holding 
that  the  charges  applicable  on  a  carload  of  potatoes  at  an  est 
mated  weight  of  185   pounds  per  \y2  bushel  hamper  were  not 
unreasonable  or  otherwise  unlawful. 

In   effect,   this   decision   is   a   holding  that   carriers,   to   dis 
courage  the  use  of  unsuitable  containers   may   impose   charges 
that  amount  to  penalties.     The  actual  weight   of  a   hamper  of 
potatoes  of  the  kind  used  in  making  this  shipment  weighs  some-, 
thing  more  than  90  pounds,  but  the  rate  charged  is  the  rate  ap- 
plicable  to   potatoes   in   barrels   estimated    to   weigh   about   ] 
pounds. 

Shipper  and  carrier  in  this  case  agreed  that  the  thin  veneel 
hamper  is  not  a  proper  container  for  potatoes  moving,  as  thisj 
shipment  did,  from  Seville,  Fla.,  to  Chicago.  No  other  kind  ofj 
container,  however,  was  available.  When  the  potatoes  reached  j 
Chicago  the  hampers  were  broken  and  the  potatoes  spilled  over1 
the  car.  The  railroad  company  paid  a  loss  and  damage  claim 
amounting  to  $47.18  on  the  350  hampers  in  the  car. 


ALLOWANCE  FOR  SPOTTING 

The  Commission  has  dismissed  No.  10632,  Standard  Oil  _Co. 
vs.  Baltimore  &  Ohio  Chicago  Terminal  et  al.,  opinion  Xo.  6336, 
59  I.  C.  C.  620-3,  on  a  holding  that  the  non-allowance  by  defend-; 
*  ants  to  the  complainant  for  the  service  of  spotting  cars  atj 
points  of  loading  and  unloading  within  its  plant  at  Whiting,  Ind.,| 
had  not  been  shown  to  have  been  or  to  be  unreasonable,  un-| 
justly  discriminatory,  or  unduly  prejudicial.  Commissioner  Wool! 
ley  wrote  the  opinion. 

This  is  in  industrial  railroad  case  in  which  the  question  was; 
as  to  whether  the  trunk  lines  were  discriminating  against  the! 
Standard  Oil  Co.  of  Indiana  through  their  refusal  to  make  allow-j 
ances  for  the  services  performed  by  the  unincorporated  railroad 
of  the  complainant.  The  allegation  was  that  the  trunk  lines  un-4 
duly  preferred  the  Sinclair  Oil  Company  and  the  Texas  Corn* 
pany,  at  whose  refineries  in  East  Chicago  and  Lockport,  111.,  rej 
spectively,  cars  were  and  are  being  spotted  without  charge  in 
addition  to  the  line-haul  rates.  The  Standard  Oil  Company  askedi 
for  an  order  requiring  the  defenant  trunk  lines  to  perform  s)>ot 
ting  or  to  pay  it  the  cost  of  spotting  within  its  plant.  It  als< 
asked  for  reparation  on  shipments  made  subsequent  to  Febru- 
ary 1,  1919. 

The  Standard's  railroad  at  Whiting  has   about  between  3 
and  40  miles  of  track.     The  plant  and  its  railroad  are  divided 
into  three  parts,  known  as  the  southern,  main  and  northern  secj 
tions,  an  each  part  is  surrounded  by  a  fence.    The  southern  si 
tion  contains  a  tank  storage  yard  with  34  tracks  of  a  capaclt: 
of  25  cars  each,  and  a  coal  storage  pit  of  100,000  tons    capacit; 
Between  the  southern  and  main  sections  lie  the  tracks  of  and 
interchange   connection   with    the   Elgin,   Joliet   &   Eastern   anq 
Indiana  Harbor  Belt  Railroad,  and  to  the  west  of  the  main  ana 
northern  sections  are  the  tracks  of  the  Baltimore  &  Ohio  Chicage 
Terminal,  with  two  interchange  connections  opposite  the  ID  air 
section  and  one  opposite  the  northern  section.     The  main  and 
northern  sections  are  divided  by  the  Pennsylvania  Railroad  anc: 
north  of  the  latter  section  are  the  rails  of  the  New  York  C'eni 
tral.     All  the  interchanges  except  one  are  outside  of  the  threi 
enclosures.     All  are  used  exclusively  for  the  oil  company's  traf; 
fie.    Only  about  20  cars  per  year  are  spotted  at  any  of  the  loading 
or  unloading  platforms  of  the  oil  company  by  the   trunk  lines 
The  20  cars  in  question  are  delivered  by  the  Xew  York  Centra., 
to  the  can  house  in  the  northern  section  of  the  Standard's  plant 

For  20  years  prior  to  the  filing  of  the  complaint,  the  oil  com! 
pany  had  been  doing  its  own  spotting.  It  uses  nine  locomotives 
jointly  in  interchange  and  intraplant  services  and  two  "dinkey1 
switching  engines  for  the  movement  of  charcoal  over  a  few  line.1 
within  the  plant  enclosure.  It  works  ten  crews,  as  many  as  si> 
at  one  time,  and  in  connection  with  the  interchange  and  intra 
plant  traffic  it  employs  a  yardmaster  and  about  25  assistants  ant 
clerks.  It  owns  272  freight  cars,  only  25  of  which,  however 
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move  (misidr  of  1)1. •  plant  enclosures.  While  most  of  the  crude 
oil  is  piped  in,  there  is  an  Inbound  movement  of  mid.-  aM-rnglng 
it  to  100  cars  per  day.  The  company  receives  from  60  to  7.". 
of  coal  per  day  and  from  10  to  15  cars  of  miscellaneous 
freight.  Sixty  per  cent  of  the  traffic  IN  interchanged  between  tin- 
plant  railroad  and  the  trunk  lines. 

In  speaking  of  the  service  of  the  trunk  lines  for  the  Sin- 
(lair  and  Texas  companies  Commissioner  Woolley  said  that  at 
both  plants  the  service  Is  simple,  the  traffic  is  light  In  comparison 
with  that  of  the  complainant  to  and  from  Its  Whiting  plant,  and 
there  is  no  intraplant  switching  by  either  the  trunk  lines  or  the 
Industries. 

Commissioner  Woolley  said  that  much  of  the  evidence  went 
to  the  point  that  the  trunk  lines,  by  acting  collectively,  could  per- 
form the  interchange  spotting  at  the  Standard's  plant  without 
disrupting  to  an  undue  degree  the  Standard's  Intraplant  service 
and  without  too  great  delays  to  themselves. 

"The  fact  that  the  several  carriers  could  not  perform  the 
service  individually  is  convincing  that  said  service  is  greater 
than  the  equivalent  of  team  track  or  simple  switching  delivery 
and,  in  fact,  beyond  the  scope  of  the  carriers'  legal  obligation," 
said  Woolley.  "Further,  the  evidence  does  not  justify  a  finding 
that  there  is  substantial  similarity  of  conditions  at  plants  of  com- 
plainant's competitors  and  at  complainant's  Whiting  plant.  While 
there  may  not  be  mathematical  exactness  in  the  extent  of  the 
delivery  service  accorded  said  competitors  and  afforded  com- 
plainant, the  record  does  not  justify  a  finding  that  whatever  dif- 
ference there  is  constitutes  a  preference  or  prejudice  which,  upon 
the  evidence  before  us,  can  be  called  undue." 


CHARGES  ON  WET  NITROCELLULOSE 

The  Commission  has  dismissed  No.  10348,  E.  I.  du  Pont,  de 
NYmours  &  Company  vs.  Norfolk  &  Western,  Director-General 
et  al..  opinion  No.  6542,  59  I.  C.  C.,  659-61,  holding  that  charges 
on  shipments  of  wet  nitrocellulose  from  Hopewell,  Va.,  to  Car- 
ney's Point,  N.  J.,  for  delivery  to  complainant  at  Carney's  Point. 
X.  .1.,  reshipped  by  the  complainant  to  Parlin  and  Haskell,  X.  J., 
were  in  accordance  with  the  tariffs  and  not  unlawful.  The  re- 
port also  covers  No.  10875,  same  vs.  Director-General,  as  agent, 
and  Norfolk  &  Western  et  al. 

The  material  facts  in  the  case  are  that  the  agent  at  the 
point  of  origin  refused  to  receive  the  shipments  consigned  to 
the  ultimate  points  of  destination  because  of  an  embargo.  This 
embargo,  said  Commissioner  Daniels,  who  wrote  the  report,  was 
laid  by  properly  constituted  authority.  That  it  was  later  modi- 
fied, he  said,  does  not  prove  that  it  was  not  necessary  when 
laid.  The  rates  collected,  he  said,  were  those  published  in  the 
tariffs  for  the  transportation  designated  in  the  bills  of  lading. 
Under  the  circumstances,  he  said,  it  did  not  appear  that  the 
agents  of  the  Director-General  did  not  act  with  proper  expedi- 
tion in  executing  orders  to  modify  the  embargo  on  shipments 
from  Hopewell  to  Parlin  and  Haskell.  The  fact  that  the  ship- 
ments may  have  moved  from  Carney's  Point  to  Parlin  and  Has- 
kell in  the  face  of  an  embargo,  Mr.  Daniels  said,  is  no  reason 
that  the  tariff  rate  should  not  be  collected. 


REPARATION  ON  COAL 

Reparation  has  been  awarded  in  No.  11264,  National  Fire- 
proofing  Company  vs.  Pennsylvania,  Director-General,  et  al., 
opinion  No.  6544,  59  I.  C.  C.,  673-7,  on  account  of  an  unreasonable 
factor  in  a  combination  rate  on  coal  from  Haydenville,  O.,'  to 
Perth  Amboy,  N.  J.  The  unreasonable  factor  was  a  rate  of  $1.70 
per  net  ton  from  Newark,  O.,  to  Collier,  W.  Va.  The  Commis- 
sion, in  a  report  by  Mr.  Daniels,  held  that  a  rate  of  $1.70  for  a 
haul  of  122  miles  was  beyond  reason,  and  reparation  is  to  be 
made  to  the  basis  of  a  rate  of  $1.40.  That  rate  is  to  be  estab- 
lished on  or  before  April  1,  1921,  subject  to  the  Increases  or- 
dered in  General  Order  No.  28  and  Ex  Parte  74. 

The  complaint  alleged  that  the  through  charges  collected  on 
shipments  of  coal  from  Aultman  and  Haydenville,  O.,  to  Perth 
Amboy  were  unreasonable  and  unjustly  discriminatory.  The 
shipments  in  question  moved  in  January,  February  and  March, 
1918,  from  these  unusual  places  in  Ohio  to  Perth  Amboy,  because 
the  complainant  was  under  contract  to  provide  tile  for  the  Na- 
tional Government,  and  It  was  obliged  to  get  coal  wherever  It 
could  find  it.  The  coal  from  Aultman,  O.,  was  produced  by 
wagon-mines,  and  ordinarily  there  are  no  rail  shipments  from 
that  point. 


ALLOWANCE  FOR  SPOTTING 

In  a  report  on  No.  10690,  Philip  Carey  Manufacturing  Com- 
pany vs.  B.  &  O.,  Director-General,  et  al.,  opinion  No.  6539,  59 
I.  C.  C..  640-8,  with  Commissioner  Daniels  dissenting,  the  Com- 
mission has  held  that  the  refusal  of  the  Cincinnati,  Hamilton  & 
Dayton,  or  the  B.  &  O.,  Its  successor,  to  make  an  Increased  al- 
lowance to  the  complainant  for  spotting  service  performed  by 
it,  between  the  interchange  tracks  and  the  loading  and  unload- 
ing points  within  its  plant,  did  not  subject  the  Carey  Manufac- 
turing Company  to  unreasonable  charges.  The  Commission  held. 


however,  that  the  failure  (if  the  delivering  carrier  to  perform 
spotting  service  on  Interstate  carload  shipmentx,  or  to  make  an 
allowance  covering  the  cost  to  the  manufacturing  company  for 
rierformlng  that  service,  while  at  the  same  time  performing 
spotting,  without  additional  charge,  for  the  Richardson  Paper 
Company,  a  competitor  of  the  complainant,  constituted  undue 
prejudice.  The  Commission  held  that  damage  had  not  been 
shown  and  therefore  It  denied  reparation. 

The  complainant  and  Its  competitor  are  manufacturers  of 
roofing  asphalt,  shingles,  roofing  and  building  paper,  wallboard 
and  asbestos  products  at  Lockland.  about  12  miles  north  of  Cin- 
cinnati, inn  within  the  switching  limits  of  that  city.  The  com- 
plainant, since  June  5,  1917,  has  been  receiving  an  allowance 
of  72  cents  per  car  from  the  Baltimore  ft  Ohio  or  the  Cincinnati, 
Hamilton  &  Dayton,  Its  predecessor,  on  shipments  forwarded 
by  or  received  via  the  lines  of  the  two  carriers  mentioned.  At 
various  subsequent  dates  In  1917  and  1918  It  has  received  simi- 
lar allowance  from  other  carriers  on  traffic  switched  for  them 
by  the  C.  H.  ft  D.  or  the  B.  &  O.,  although  no  allowance  has 
been  received  on  traffic  switched  by  the  last  named  carriers  for 
still  other  carriers  serving  Cincinnati,  The  B.  &  O.  and  the 
C.  H.  &  D.  were  hired  by  nearly  all  the  carriers  entering  Cincin- 
nati to  switch  to  the  plants  in  Lockland.  The  B.  &  O.  and 
C.  H.  &  D.  made  allowances  to  the  manufacturing  company  on 
cars  on  which  they  had  received  compensation  from  their  con- 
nections. 

The  making  of  an  allowance  to  the  complainant,  the  Com- 
mission said,  dated  back  to  1906.  when  a  tariff  was  Issued  by 
the  defendant  providing  an  allowance  of  $1.25  per  car  on  both 
switched  and  line-haul  traffic.  This  allowance  was  canceled  in 
April,  1914,  when  the  carriers  took  up  the  Commission's  decision 
in  the  Industrial  Railway's  Case,  29  I.  C.  C.,  212.  as  a  general 
license  for  depriving  shippers  of  any  return  on  the  common 
carrier  facilities  provided  by  them. 

The  present  allowance  was  restored  on  June  25,  1917.  The 
Complainant  alleged  that  it  was  less  than  the  cost  of  service, 
and  the  Commission  so  held,  but  said  that  on  the  present  record 
It  could  not  determine  the  amount  of  allowance  which  should 
be  made  to  the  complainant,  should  the  carrier  elect  to  remove 
the  discrimination  by  making  such  an  allowance  rather  than 
performing  the  service  itself. 


EXPRESS  RATES  ON  STRAWBERRIES 

An  order  of  dismissal  has  been  made  in  No.  11205,  Charles 
C.  Oyler  &  Sons  vs.  American  Railway  Express  Co.  and  Director- 
General,  opinion  No.  6541,  59  I.  C.  C.,  656-8,  on  a  holding  that 
the  express  rates  on  strawberries,  In  carloads,  from  Cincinnati 
to  Detroit,  Cleveland  and  Pittsburgh  have  not  been  shown  to  be 
unreasonable.  The  complaint  was  based  on  the  fact  that  the 
tariffs  provided  that  the  carload  rates  did  not  include  wagon 
collection  or  delivery  service,  and  that  if  such  service  were  per- 
formed a  charge  of  16  cents  per  100  pounds  would  be  made  for 
collection  and  a  similar  charge  for  delivery. 

It  was  the  contention  of  the  complainants  that,  inasmuch  as 
the  class  rate  includes  both  collection  and  delivery  service,  the 
carload  commodity  rate  should  be  32  cents  less,  because  neither 
wagon  collection  nor  delivery  was  provided.  For  purposes  of 
comparison,  the  complainants  called  attention  to  commodity 
rates  from  Independence,  La.,  which  were  approximately  50  per 
cent  of  the  first  class  rate,  whereas  those  from  Cincinnati  were 
CO  per  cent  of  the  first  class.  The  carrier  said  that  the  rates 
from  Independence  were  established  when  the  traffic  first  de- 
veloped, and  were  made  abnormally  low  with  the  view  of  devel- 
opment of  traffic. 

The  Commission  came  to  the  conclusion  that  the  32-cent 
charge  for  terminal  services  published  in  connection  with  the 
carload  rates  has  little  If  any  bearing  on  the  relationship  which 
those  rates  should  bear  to  the  second  class  rates  applicable  on 
any  quantity. 


RATES  ON  PAPER 

A  new  relationship  of  carload  rates  on  printing  or  book  paper 
and  waxed  wrapping  paper  from  the  Fox  River  and  Kalamazoo 
groups  has  been  ordered  by  the  Commission  to  be  established 
on  or  before  April  22  In  a  report  and  order  in  No.  9987,  Michi- 
gan Paper  Mills  Traffic  Association  et  al.  vs,  Atchison.  Topeka 
&  Santa  Fe,  Director-General,  et  al.,  opinion  No.  6540,  59  I.  C.  C.. 
649-655.  Though  the  order  pertains  only  to  the  relationship  be- 
tween the  Kalamazoo  and  the  Fox  River  groups,  the  Commis- 
sion expects  the  carriers,  in  removing  the  undue  prejudice  found 
in  the  decision,  to  preserve  the  present  Interrelationship  be- 
tween Kalamazoo  and  the  other  Michigan  paper  producing  points. 
In  other  words,  it  expects  the  railroads  to  make  changes  in 
rates  from  the  other  Michigan  groups  to  correspond  with  the 
changes  required  for  the  establishment  of  the  new  relationship 
between  the  major  groups  in  Wisconsin  and  Michigan. 

As  a  foundation  for  its  order,  the  Commission  held,  in  a 
report  written  by  Commissioner  Woolley,  that  the  present  ad- 
justment of  rates  on  printing,  book  and  waxed  wrapping  paper, 
in  carloads,  from  the  complainants'  mills  In  Michigan  and  from 
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competing  mills  in  Wisconsin  to  points  in  northern  Illinois  and 
southern  Wisconsin,   was  unduly   prejudicial   to   the   Michigan 

In  the  order  the  Commission  said  that  the  present  adjust- 
ment would  be  unduly  prejudicial  of  shippers  at  the  Wisconsin 
points  to  the  extent  that  the  rates  from  Kalamazoo  are  not 
lower  than  those  from  the  Wisconsin  points  by  at  least  the  fol- 
lowing amounts:  To  Joliet  (except  by  the  Michigan  Central 
direct)  3  5  cents,  and  to  Aurora,  %  cent.  It  is  said  that  the 
rates  from  Wisconsin  points  would  be  unduly  prejudicial  to 
shippers  at  Michigan  points  to  the  extent  that  the  rates  from 
the  Wisconsin  points  exceed  those  from  Kalamazoo  by  more 
than  the  following  amounts:  To  Evanston,  111..  1.5  cents;  Wau- 
kegan  and  Kenosha,  2.5  cents;  Racine,  3  cents;  Milwaukee  (ex- 
cept via  direct  across-lake  lines  of  the  Grand  Trunk  and  Pere 
Marquette),  4.5  cents;  Waukesha,  4.5  cents:  Burlington,  Wis,, 
2  cents-  Woodstock,  111.,  4  cents;  Harvard,  111.,  5  cents;  Belvi- 
dere,  111.,  4.5  cents;  Rockford  and  Freeport,  111.,  4  cents;  Elgin, 
%  cent:  DeKalb  and  Sterling,  111.,  2  cents,  and  Rock  Island, 
1.5  cents. 

RATES  ON  GRAIN  TO  ARKANSAS 

Exercising  the  power  given,  it  in  the  Transportation  Act,  the 
Commission  has  entered  an  order  in  No.  10417,  Arkansas  Job- 
bers' and  Manufacturers'  Association  vs.  C.  R.  I.  &  P.  Ry.,  Di- 
rector-General, et  al.,  opinion  No.  6543,  59  I.  C.  C.,  662-72,  di- 
recting the  carriers,  on  or  before  April  1,  to  establish  propor- 
tional rates  on  grain  and  grain  products  from  St.  Louis,  Cairo, 
and  Thebes  to  points  in  Arkansas,  in  accordance  with  a  maxi- 
mum and  minimum  scale  from  which  the  carriers  may  not  de- 
part until  the  further  order  of  the  Commission.  Commissioner 
Hall  wrote  the  opinion.  Commissioner  Woolley  concurred,  but 
suggested  that  when  this  case  was  heard  and  submitted  the 
Commission  had  no  power  to  prescribe  both  maximum  and  mini- 
mum rates.  Therefore  he  was  of  the  opinion  that  the  hearing, 
held  at  a  time  when  the  entry  of  an  order  prescribing  maximum 
and  minimum  rates  was  not  contemplated,  was  not  a  "full  hear- 
ing" in  the  sense  in  which  those  words  were  used  in  law.  The 
order  was  issued  to  remove  undue  prejudice  for  the  reasons 
suggested  by  the  foregoing  statement.  Mr.  Woolley  expressed 
the  opinion  that  the  Commission  had  no  authority  to  prescribe 
maximum  and  minimum  rates  without  holding  a  further  hearing. 

The  major  holding  in  the  decision  is  that  the  proportional 
rates  from  the  points  of  origin  mentioned  to  Little  Rock,  Pine 
Bluff,  and  Ft.  Smith,  Ark.,  and  Memphis,  Tenn.,  are  unduly 
prejudicial  to  Arkansas  City,  Batesville,  Blytheville,  Calico  Rock, 
Camden,  Cotter,  DeQueen,  Dermott,  El  Dorado,  Eudora,  Fayette- 
ville,  Fordyce,  Forrest  City,  Hamburg,  Hot  Springs,  Jelks,  Ken- 
sett,  Parkin,  Mena,  Osceola,  Prescott,  Rogers,  Siloam  Springs, 
Warren,  Wynne,  Newport,  Nashville  and  Hope. 

Commissioner  Hall  said  that,  prior  to  the  amendment  made 
by  the  transportation  act,  the  orders  of  the  Commission  requir- 
ing the  removal  of  unjust  discrimination  or  undue  prejudice 
usually  afforded  to  carriers  the  choice  of  three  alternative  modes 
of  compliance,  namely:  They  could  reduce  the  higher  rate  to 
the  level  of  the  lower,  increase  the  lower  to  the  level  of  the 
higher,  or  place  both  upon  some  other  common  level.  The  inter- 
state commerce  act  now  in  force,  he  said,  empowered  the  Com- 
mission to  prescribe  either  the  exact  rate,  or  the  maximum  or 
minimum  or  maximum  and  minimum.  He  said  that  the  Com- 
mission, upon  the  record,  was  of  the  opinion  that  the  increased 
rates  on  coarse  grain,  made  effective  June  25,  1918,  and  assailed 
in  the  supplemental  complaint,  were  not  unreasonable  or  unduly 
prejudicial,  but  that  the  present  proportional  rates  on  grain  and 
grain  products,  including  flour  from  St.  Louis,  Cairo,  and  Thebes, 
to  the  places  in  Arkansas  designated,  were  and  are  unduly 
prejudicial,  to  the  extent  that  they  are  greater  or  less  than  those 
herein  mentioned:  From  St.  Louis  to  Blytheville,  15.5  cents; 
Osceola  and  Newport,  17  .cents;  Wynne,  Batesville,  Jelks, 
Harkin,  Forrest  City  'and  Kensett,  18  cents;  Calico  Rock,  20 
cents;  Cotter  and  Hot  Springs,  22  cents;  Dermott  and  Arkansas 
City,  23  cents;  Fordyce,  Prescott  and  Eudora,  24  cents;  Ham- 
burg, Warren,  Hope  and  Camden,  25  cents;  and  El  Dorado  and 
Nashville,  26  -cents.  From  Cairo  and  Thebes  the  rates  are  to 
be  2.5  cents  less  than  from  St.  Louis.  The  rates  prescribed  from 
.  Louis  to  Little  Rock  are:  20  cents;  Pine  Bluff,  22  cents;  and 
Fort  Smith,  23  cents.  The  rates  from  Cairo  and  Thebes  are  to 
be  2%  cents  less  than  from  St.  Louis. 

All  these  rates  may  be  increased  in  the  manner  and  to  the 
extent  authorized  in  Ex  Parte  No.  74.  The  Commission  said 
that  the  proportional  rates  from  St.  Louis,  Cairo,  and  Thebes  to 
Memphis  should  be  so  restricted  in  application  as  not  to  apply 
on  grain  and  grain  products,  including  flour,  to  points  in  Arkan- 
i  to  which  the  rates  herein  prescribed  over  the  direct  routes 

higher  than  would  result  from  the  combination  of  such  pro- 

tional   rates   to   Memphis,   and   the   rates   from   Memphis   to 

those  points.    That  limitation,  it  is  believed,  will  have  the  effect 

closing  the   low-rated    Memphis   gateway   to   traffic   coming 

the  carriers  whose  lines  lie  east  of  the  Mississippi 
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Commissioner  Hall  said  that  the  establishment  of  propor- 
tional rates  from  Cairo  or  Thebes  to  the  points  not  mentioned 
in  the  foregoing  list  of  rates  was  not  warranted  upon  this  record. 
He  said  that  no  necessity  had  been  shown  for  the  establishment 
of  proportional  rates  to  Siloam  Springs,  Mena  or  DeQueen  from 
St.  Louis  or  from  Cairo  and  Thebes. 

No  evidence  was  submitted,  Mr.  Hall  said,  in  support  of  nu- 
merous departures  from  the  long  and  short  haul  rule  of  the 
fourth  section  in  rates  on  grain  and  grain  products  to  points 
in  Arkansas,  therefore  relief  was  denied  in  Fourth  Section  Order 
No.  7805,  issued  on  the  applications  of  the  Kansas  City  Southern, 
the  Missouri  Pacific  and  the  St.  Louis  Southwestern.  The  rates 
are  to  be  lined  up  in  conformity  with  the  fourth  section  on  or  be- 
fore April  1. 

EXTENSION  OF  PASSENGER  SERVICE 

The  Commission,  in  a  report  written  by  Commissioner 
Aitchison,  has  dismissed  No.  11407,  Natchez  Chamber  of  Com- 
merce vs.  Louisiana  &  Arkansas  Central  et  al.,  opinion  No.  6545. 
59  I.  C.  C.  678-84,  holding  that  the  failure  of  the  Louisiana  A: 
Arkansas  Railway  Company  to  extend  its  through  passenger 
train  service,  now  terminating  at  Vidalia,  across  the  Mississippi 
River  from  Natchez,  into  the  complaining  Mississippi  city  was 
not  unreasonable,  unduly  prejudicial,  or  otherwise  in  violation 
of  the  interstate  commerce  law.  The  Commission  went  a  step 
farther  and  held  that  the  establishment  of  through  passenger 
train  service  between  Natchez  and  all  points  on  the  line  of  the 
Louisiana  &  Arkansas  had  not  been  shown  to  be  in  the  public 
interest  or  to  be  practicable. 

Co-ordination  of  passenger  train  schedules  so  that  passen- 
gers might  go  from  one  train  to  another  going  either  east  or 
west  was  suggested  by  the  Commission's  report.  The  railroad 
men  said  they  could  arrange  their  schedules  so  that  passengers 
on  through  trips  could  be  subjected  to  less  delay  at  the  Mis- 
sissippi River  than  they  are  now  encountering.  Mr.  Aitchison 
thought  they  should  do  that. 


SEDGMAN  TARIFFS  SUSPENDED 

The   Traffic   World   Washington  Bureau 

In  I.  and  S.  1280,  the  Commission,  January  14,  suspended 
three  of  Sedgman's  tariffs  which  proposed  to  reduce  water-and- 
rail  or  rail-water-and-rail  rates  from  New  York,  Philadelphia 
and  other  Atlantic  ports  to  Houston  and  Galveston,  the  sus- 
pension being  until  May  15.  This  action  was  taken  on  the 
protest  of  the  Southern  Steamship  Company,  operating  between 
Philadelphia  and  Houston,  and  rail  lines  in  Texas  other  than 
the  Southern  Pacific  System.  They  alleged  that  a  cut  in  rates 
would  reduce  their  revenues  so  that  they  could  not  get  along. 
The  Texas  lines  said  they  were  asking  for  increases  in  rates 
in  Texas  and  that,  if  they  accepted  shrinkages  in  rates  from 
Atlantic  ports,  they  would  not  be  in  good  position  to  allege 
that  they  needed  increases  in  Texas  to  give  them  adequate 
revenue.  The  Sedgman  tariffs  suspended  cover  shipments  via 
the  Morgan  and  Mallory  lines.  A  question  was  raised  before 
the  Commission  as  to  whether  it  had  power  to  suspend  the 
Mallory  rates,  because  it  is  not  a  rail-owned  line,  but  the  Com- 
mission decided  that  question  in  favor  of  its  power  to  prescribe 
minimum  rates.  The  protesting  steamship  line  averred  that 
the  effect  of  the  proposed  reductions  would  be  to  allow  the 
Southern  Pacific  to  accomplish  indirectly  what  the  Commission 
had  held  it  could  not  accomplish  directly,  when  it  applied  to 
the  Commission  for  permission  to  extend  service  by  its  boats 
to  Philadelphia,  Baltimore  and  Boston,  on  the  north,  and  Hous- 
ton and  other  Texas  ports  on  the  south.  That  application  was 
opposed  by  Houston  and  other  interests  as  inimical  to  them 
and  the  service  that  was  being  given  by  the  Southern  Steam- 
ship Company.  The  reduction  in  rates  proposed  would  have 
the  effect  of  enabling  shippers  at  ports  served  by  the  Southern 
Steamship  Company  to  ship  via  New  York  as  cheap  as  from 
Philadelphia.  Under  the  scheme  proposed,  the  rail  carriers 
would  absorb  the  difference  in  rail  rates  between  Philadelphia 
and  Baltimore,  on  the  one  hand,  and  New  York,  on  the  other. 
The  reduction  in  the  first  class  rate  would  be  fourteen  and  on 
the  class  E  rate  six  cents. 


v(thH  , 

via  the  direct  routes  from  St.  Louis. 


LOADING  OF  LUMBER 

The  Traffic  World  Washington  Bureau 

In  No.  11076,  J.  R.  Wheeler  Company  against  the  Virginian. 
the  Commission  held  the  requirement  of  the  carrier  that  ship- 
pers load  lumber  to  car  capacity,  enforced  from  November,  1917. 
to  April,  1918,  was  illegal,  but  denied  reparation.  It  held  that 
if  the  carrier  had  refused  to  transport,  the  shipper  would  have 
had  a  remedy  in  mandamus  or  damage  proceedings. 

LOAN  TO  CENTRAL  OF  GEORGIA 

The  Commission  has  approved  a  loan  of  $237,000  to  Central 
of  Georgia  Railway  Company  to  aid  the  carrier  in  providing  it- 
self with  locomotives.  The  applicant  itself  is  required  to  finance 
about  $238,000  to  meet  the  loan  of  the  government. 


January  1'2,  1921 
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Tentative  Reports  of  the  Commission 


RIGHTS  BY  TRACKAGE  AGREEMENT 

A  discussion  of  the  rights  of  shippers  to  demand  services 
from  a  common  carrier  through  the  medium  of  a  trackage  agree- 
ment between  the  railroad  on  which  the  shipper  may  be  located 
and  a  nearby  carrier  is  carried  In  a  tentative  report  by  Examiner 
E.  L.  Beach  on  No.  11633,  Ridge  Coal  Mining  Co.  vs.  Missouri 
Pacific  et  al. 

The  complainant  owns  and  operates  a  coal  mine  about  six 
miles  north  of  Herrin,  111.,  on  the  Coal  Belt  Electric,  a  subsidiary 
of  the  Missouri  Pacific.  The  Burlington  tracks  extend  through 
this  general  territory  to  a  junction  with  the  Missouri  Pacific  at 
Herrin.  The  complainant  averre  dthat  the  failure  and  refusal  of 
the  Missouri  Pacific  and  the  Burlington  to  apply  a  trackage  con- 
n-act or  agreement  resulted  In  undue  prejudice  and  disadvan- 
10  the  complainant. 

No  joint  rates  are  in  effect  from  the  Ridge  Coal  Company's 
mine  via  the  Burlington  and  none  was  asked  for  in  the  com- 
plaint. The  only  request  of  the  complainant  was  that  the  Mis- 
souri Pacific  and  the  Burlington  be  required  to  enter  into  an 
arrangement  whereby  the  Ridge  mine  should  be  treated  as  be- 
ing on  both  the  Missouri  Pacific  and  the  Burlington — in  other 
words,  that  they  should  treat  it  as  a  joint  or  junction  point  mine 
•  •ntitled  to  draw  car  supply  from  both  companies.  The  complain- 
ant alleged  that  the  failure  and  refusal  of  the  two  companies  to 
enter  into  such  an  agreement  for  its  benefit,  while  giving  some 
of  the  mines  in  its  neighborhood  the  advantages  of  such  an  ar- 
rangement constituted  an  undue  prejudice  against  it  and  an 
undue  preference  for  some  of  its  competitors. 

Examiner  Beach,  however,  analyzed  the  car  supply  of  mines 
which  seemed  to  be  in  the  same  situation  as  the  mine  of  the 
complaining  company  and  came  to  the  conclusion  that  the  Mis- 
souri Pacific  was  not  the  cause  of  the  more  liberal  car  supply  at 
the  competing  mine.  At  one  mine,  treated  as  a  joint  mine  by  the 
Missouri  Pacific  and  the  Burlington,  the  Illinois  Central  also  fur- 
nished cars  because  the  mine,  physically,  is  on  its  rails.  He 
found  that  the  Missouri  Pacific  had  contributed  a  smaller  per- 
centage of  cars  to  that  mine  than  it  had  sent  to  the  operation 
of  the  complainant. 

In  defending  itself,  the  Burlington  contended  that  the  legal 
effect  of  the  trackage  agreement  whereby  it  was  enabled  to 
serve  the  mines  of  competitors  of  the  complainant  situated  on 
other  roads  was  an  extension  of  its  rails  to  those  mines.  The 
Burlington  contended  that  joint  mines  are  in  the  same  category 
as  junction  points  mines;  that  there  is  no  logical  distinction  be- 
tween them.  In  support  of  that  proposition  the  Burlington  was 
able  to  point  to  Commercial  Club  of  Superior  vs.  Great  Northern 
(24  I.  C.  C.  96),  and  A.  T.  &  S.  F.  vs.  D.  &  N.  O.  (110  U.  S.  667), 
in  which  the  Supreme  Court  of  the  United  States  laid  down 
the  proposition  that  at  common  law  a  carrier  was  not  bound  to 
carry  except  on  its  own  line  and  that  if  he  contracted  to  go  be- 
yond his  own  line  he  might,  in  the  absence  of  statutory  regula- 
tions to  the  contrary,  determine  for  himself  what  agencies  he 
would  employ.  His  contract  would  be  equivalent  to  an  extension 
of  his  line  for  the  purposes  of  the  contract  and  if  he  held  himself 
out  as  a  carrier  beyond  the  line  so  that  he  might  be  required  to 
carry  in  that  way  for  all  alike,  he  might  nevertheless  confine  him- 
self in  carrying  to  the  particular  route  he  chose  to  use.  The 
Court  said  that  he  would  put  himself  in  no  worse  position  by 
extending  his  route  with  the  help  of  others  than  he  would  occupy 
if  the  means  of  transportation  employed  by  him  were  all  his  own. 
"Furthermore,"  said  Examiner  Beach,  "if  public  business  can 
be  handled  as  well  on  one  track  as  on  two  it  would  seem  from 
an  economic  standpoint  to  be  not  only  beneficial  to  the  railroads, 
but  to  the  public  as  well.  The  trackage  agreements  whereby 
the  Burlington  operates  over  the  lines  of  other  carriers  to  serve 
mines  of  complainants'  competitors  were  entered  into  at  a  time 
when  the  railroads  were  actively  competing  for  additional  traffic. 
In  certain  instances  plans  had  been  made  to  extend,  physically, 
its  rails  to  such  mines,  but  after  federal  control  intervened  track- 
age agreements  were  made  in  lieu  thereof,  as  a  measure  of 
1  •'  onomy,  and  they  have  since  continued. 

"If  mines  of  complainant's  competitors  were  served  directly 
by  the  Burlington's  rails,  would  complainant's  mines  be  unduly 
prejudiced  because  of  the  additional  advantages  accruing  to  its 
competitors  from  being  served  by  mor%  than  one  carrier?  Plain- 
ly, the  law  requires  equality  of  treatment  among  shippers  only 
when  a  carrier  holds  itself  out,  and  is  therefore  under  a  duty  to 
serve,  but  does  not  require  that  if  it  serves  one  shipper  or  local- 
ity it  must  also  serve  all  other  shippers  and  localities.  The  Bur- 
lington has  never  held  itself  out  to  serve  complainant's  mine. 
No  joint  rates  are  in  effect  via  the  Burlington  in  connection  with 
the  Missouri  Pacific  and  complainant  admitted  at  the  hearing 
that  its  principal  reason  for  bringing  the  complaint  against  the 
Burlington  was  that  that  carrier  had  been  able  to  maintain  a 


better  car  supply  than  other  carriers  operating  In  the  name  ter- 
ritory." 

In  the  instant  case.  Examiner  Beach  said,  the  method  of  car 
distribution  at  the  mlnea  was  not  attacked  by  camplalnant  and 
the  record  was  not  convincing  that  It  had  been  unfairly  treated, 
by  defendants  In  the  matter  of  car  supply  which  was  the  grara- 
men  of  the  complaint. 

"Such  advantages  as  complainant's  competitors  receive  are 
the  result  of  their  natural  advantages  of  location,"  said  he.  "To 
decide  otherwise  would  be  tantamount  to  holding  that  any  local 
mine  In  the  Illinois  coal  field,  on  a  showing  that  a  competing 
joint  mine  had  an  advantage  In  car  supply,  could  demand  that  it 
be  made  a  joint  mine  regardless  of  whether  its  traffic  was  suffi- 
cient to  warrant  the  expense  necessarily  incurred  by  a  carrier  In 
extending  its  rails. 

"A  railroad  must  be  allowed  some  latitude  in  determining  the 
extent  of  its  line  and  the  rights  of  shippers,  from  the  standpoint 
of  cars  and  other  facilities  to  be  furnished,  would  seem  to  be 
fully  protected  by  the  provisions  of  Section  1,  paragraph  21,  of 
the  Interstate  Commerce  Act. 

"From  the  foregoing  it  must  not  be  understood  that  trackage 
agreement  would  not  in  any  case  result  in  undue  prejudice.  For 
instance,  if,  as  in  Huerfano  Coal  Co.  vs.  C.  &  S.  E.  41  I.  C.  C.  657,  a 
competing  mine  is  located  intermediate  to  a  mine  served  by  a 
carrier  under  trackage  agreement  with  the  line  serving  the  mine 
directly,  and  the  rails  over  which  such  carrier  has  operating 
rights  actually  passed  the  competing  mine,  the  quality  of  treat- 
ment would  be  required.  The  carriers,  parties  to  such  an  agree- 
ment, would  not  be  permitted  to  unduly  prejudice  such  compet- 
ing mine.  That  situation,  however,  is  different  from  the  situation 
here  presented." 


-  RATES   ON   CEMENT   PLASTER 

Dismissal  of  the  complaint  in  No.  10950,  Acme  Cement 
Plaster  Company  vs.  A.  T.  &  S.  F.  et  al.,  is  recommended  by 
Examiner  Lawrence  Satterfield  in  a  proposed  report  holding  that 
rates  on  cement  plaster  from  Acme,  New  Mexico,  and  Acme, 
Texas,  to  points  in  Illinois,  Indiana,  Ohio,  Alabama  and  Florida, 
involving  a  so-called  double  increase  under  General  Order  No. 
28  were  not  shown  to  have  been  unreasonable  or  otherwise  un- 
lawful. The  report  also  embraces  No.  10951,  and  sub  numbers 
1  and  2,  Same  vs.  Director  General  as  agent. 

Examiner  Satterfleld  said  the  complainant  submitted  no 
evidence  to  show  that  the  rates  charged  were  unreasonable  per 
se  but  relied  upon  its  contention  that  the  defendants  misinter- 
preted and  misapplied  the  Director  General's  order  No.  28,  pro- 
viding for  an  increase  of  2  cents  in  commodity  rates  on  plaster, 
by  adding  that  amount  to  each  factor  of  the  through  rate  in- 
stead of  but  once  to  the  combination.  In  numerous  other  cases 
the  Commission  has  declined  to  hold  rates  unreasonable  on  the 
grounds  alleged  in  this  case  because  as  Examiner  Satterfleld 
pointed  out,  "the  lawfulness  of  rates  can  not  be  determined  en- 
tirely by  a  construction  of  General  Order  No.  28." 

There  were  both  undercharges  and  overcharges  on  the 
shipments,  involved,  however,  the  examiner  said,  and  these 
should  be  adjusted. 


RATES   ON   COAL    UNREASONABLE 

An  award  of  reparation  is  recommended  by  Examiner  J. 
Edgar  Smith  in  a  tentative  report  on  No.  11634,  Fairfleld  Lumber 
&  Coal  Company  vs.  Birmingham  Southern  et  al.,  on  a  proposed 
finding  that  rates  on  coal  from  Bankhead,  Ala.,  to  Fairfteld,  Ala., 
and  from  Dora  and  Carbon  Hill,  Ala.,  to  Pratt  City,  Ala.,  during 
the  period  of  federal  control,  were  unreasonable.  It  is  recom- 
mended that  the  Commission  find  that  the  rate  from  Bankhead 
to  Fairfleld  was  unreasonable  to  the  extent  that  it  exceeded  a 
rate  of  90  cents  subsequently  established;  that  the  rate  to  Pratt 
City  from  Dora  was  unreasonable  to  the  extent  that  it  exceeded 
a  rate  of  80  cents  subsequently  established  and  that  the  rate 
from  Carbon  Hill  were  unreasonable  to  the  extent  that  they  ex- 
ceeded a  rate  of  90  cents  subsequently  established. 


WEIGHTS  OF   LUMBER 

Examiner  H.  J.  Wagner,  in  a  report  on  No.  11648,  Interior 
Lumber  Company  vs.  Boyne  City,  Gaylord  &  Alpena  et  al.,  has 
recommended  dismissal  on  the  ground  that  the  allegation  that 
charges  on  hemlock  from  Boyne  City,  Mich.,  to  destinations  in 
Pennsylvania  were  assessed  on  excessive  weights,  had  not  been 
sustained.  The  contention  was  that  the  charges  on  two  carloads 
were  so  much  greater  than  on  three  other  cars  and  so  much 
greater  than  2,500  pounds  per  1,000  feet,  that  there  must  have 
been  a  mistake  in  the  weights.  The  railroads  testified  that  the 
cars  were  weighed  on  track  scales  by  experienced  men.  The 
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miner  said  that  no  one  had  personal  knowledge  as  to 
wheTner  the  lumber  was  green  or  whether  there  was  an  unusual 
amount  of  rain  at  the  time  of  the  shipments. 

REPARATION  ON  COAL 

An  award  of  reparation  to  the  basis  of  a  subsequently  estab- 
Hahed  rate  has  been  recommended  by  Examiner  J.  Edgar  Smit 
in  No  11638.  Little  Cahaba  Coal  Company  vs.  Birmingham  Soul* 
ern  et  al ,  on  a  finding  of  unreasonableness  as  to  a  rate  of  »WU 
on  coal  from  Piper,  Ala.,  to  Fairfleld.  Ala.,  during  the  period  of 
federal  control.    The  rate  was  made  up  of  a  combination  01   to 
cents  to  Ensley  and  50  cents  beyond.    There  was  contemporane- 
ously in  effect  a  joint  rate  of  80  cents  via  the  Southern  Railway 
and  the  Birmingham  Southern.     The  shipments,  however,  wer 
routed  over  the  more  expensive  route  because  of  a  car  shortage 
on  the  Southern.    The  examiner  thinks  that  reparation  should  I 
awarded   to  the  basis   of   the   80-cent  rate   subsequently   estab- 
lished on  the  route  of  movement. 

FABRICATION~IN~TRANSIT 

Adoption  by  the  Commission  of  a  proposed  report  made  by 
Examiner  Paul  O.  Carter  on  No.  11733,  Parkersburg  Rig  and  Reel 
Co.  vs.  Baltimore  &  Ohio  et  al.,  would  extend  the  privilege  of 
fabrication  in  transit  to  steel  sheets  to  manufacturers  of  tanks 
and  other  things  in  which  such  material  is  used,  in  Official 
Classification  Territory.  Carter  thinks  the  railroads  should  be 
required  to  do  that  because  they  unduly  discriminate  against 
manufacturers  of  oil  tanks  and  things  of  that  kind  in  Official 
Classification  Territory  by  participating  in  joint  rates  subject 
to  the  fabrication  privilege  with  roads  in  Western  Classifica- 
tion Territory.  He  recommends  an  order  requiring  the  east- 
ern roads  to  put  in  fabrication  in  transit  at  Parkersburg,  at 
least,  with  a  charge  of  3.5  cents  for  the  privilege. 

At  the  hearing,  the  carriers  said  they  were  opposed  to  any 
extension  of  the  fabrication  privilege.  Carter  said  that  the  fact 
that  fabrication  on  sheets  had  never  been  granted  in  Official 
Classification  Territory,  because  it  had  never  before  been  granted, 
was  no  reason  why  it  should  not  be  granted  now,  provided  it 
were  shown  that  there  was  no  distinction  between  steel  plates 
and  sheets,  in  a  transportation  sense.  Inasmuch  as  the  only 
difference  is  in  the  thickness,  Carter  could  see' no  reason  why 
the  Commission  should  not  answer  the  prayer.  He  said  the  evi- 
dence of  the  carriers  tending  to  show  an  undue  extension  df 
the  fabrication  privilege,  should  this  prayer  be  granted,  was  not 
convincing. 

C.  &  E.  I.  REORGANIZATION 

The  Traffic  World  Washington  Bureau 

Practically  no  opposition  was  encountered  at  the  hearing, 
January  20,  on  the  application  of  the  Chicago  &  Eastern  Illinois 
Railway  Company,  held  before  Finance  Director  W.  A.  Colston, 
for  authority  to  issue  stocks  and  assume  liabilities  totaling  $91,- 
321,000  as  part  of  the  re-organizaticn  plan  of  that  road  and  the 
taking  over  of  the  tangible  property  of  the  Chicago  &  Eastern 
Illinois  Railroad  Company.  There  was  a  suggestion  that  the 
proposed  distribution  of  stocks  and  bonds,  under  the  re-organi- 
zation plan,  might  not  be  considered  equitable  by  some  interests. 
The  answer  to  that  was  that  the  distribution  of  the  securities 
to  be  issued  by  the  new  company,  in  exchange  for  the  old 
ones,  would  be  a  question  for  the  federal  court  handling  the 
receivership,  and  not  for  the  Interstate  Commerce  Commission. 

W.  H.  Lyford,  appearing  for  the  receiver,  said  the  property 
of  the  company  and  the  compensation  to  he  allowed  by  the  gov- 
ernment for  the  use  of  the  road  during  federal  control  would 
give  the  new  company  assets  of  more  than  $88,000,000.  He  said 
the  director-general  had  offered  $4,000,000  a  year  as  compensa- 
tion but  that  referees  appointed  by  the  Commission  had  recom- 
mended the  president  to  settle  with  the  road  at  the  rate  of  $4  - 
450,000  a  year. 

The  company  asked  permission  to  issue  $4,285,000  prior  lien 
bonds,  $32,156,000  worth  of  general  mortgage  bonds,  $24,030,150 
preferred  stock,  $25,500,000  worth  of  common  stock  and  to  as- 
sume underlying  bonds  totaling  $5,350,000 
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task,"  said  he.  "It  will  be,  in  my  opinion,  a  farce  unless  this 
amendment  is  passed." 

He  added  that  the  Commission  would  be  driven  to  use  a 
multiple  in  arriving  at  the  estimates  directed  by  the  law.  He 
said  the  employes  of  the  valuation  bureau  might  as  well  remain 
in  Washington  and  make  guesses  as  to  go  out  into  the  field. 
He  said  Director  Prouty  said  an  estimate  could  be  made,  but 
that  it  would  not  be  worth  anything  after  it  had  been  made, 
because  of  the  unwarranted  assumptions  on  which  such  an  esti- 
mate would  have  to  be  based. 

John  E.  Benton,  general  solicitor  for  the  state  commissions, 
followed  Mr.  Farrell  in  urging  passage  of  the  bill.  W.  G.  Bran- 
tley,  representing  the  carriers,  appeared  against  the  proposed 
amendment. 

N.  DAKOTA  RATE  INVESTIGATION 

The  Traffic   World   Washington   Bureau 

On  petition  of  carriers  operating  within  the  state  of  North 
Dakota,  the  Commission  has  ordered  an  investigation  to  deter- 
mine whether  the  intrastate  fares,  rates  and  charges  in  that  state 
discriminate  against  interstate  commerce  (No.  12085,  North  Da- 
kota Rates,  Fares  and  Charges). 

The  North  Dakota  commission  originally  granted  increases 
on  the  same  basis  is  fixed  by  the  Commission  in  Ex  Parte  74,  but 
this  action  was  upset  by  an  order  of  a  state  court.  Another 
hearing  was  held  and  the  state  commission,  December  14,  denied 
the  application  of  the  carriers  for  permission  to  advance  all 
intrastate  rates  in  the  same  percentage  amounts  as  fixed  by 
the  Commission  on  interstate  traffic  in  that  territory. 

No  date  for  hearing  on  the  application  was  fixed  in  the  order. 


VALUATION  SECTION  AMENDMENT 

The  Traffic  World  Washington  Bureau 

P.  J.  Farrell,  chief  counsel  for  the  Commission,  testified 
before  the  House  committee  on  Interstate  and  foreign  com- 
merce, January  20,  in  support  of  the  bill  which  would  relieve 
the  Commission  of  ascertaining  and  reporting  "the  original  and 
present  cost  of  condemnation  and  damages  or  of  purchase  in 
excess  of  such  original  cost  or  present  value"  of  carriers'  lands 
in  the  valuation  proceedings.  The  hearing  was  scheduled  for 

.  but  was  later  moved  up  one  day. 

Mr.  Farrell  said  the  best  the  Commission  could  do  in  obey- 
ing  the   law   as   directed   by   the  U.   S.   Supreme   Court   in   the 
Mty   Southern   case  was   to  make  a  guess  and   that  it 
was  trying  to  carry  out  the  terms  of  the  law. 

The  CommigKion  ig  doing  its  best  to  perform  an  impossible 


FEDERAL  AND  STATE   CO-OPERATION 

The   Traffic    World    Washington   Bureau 

In  response  to  a  resolution  adopted  by  the  National  Associa- 
tion of  Railway  and  Utilities  Commissioners  at  its  annual  con- 
vention in  November,  the  Commission  has  arranged  for  a  con- 
ference on  January  22  with  representatives  of  the  association 
to  discuss  the  question  of  co-operation  between  the  federal 
Commission  and  the  state  commissions  under  section  13  of  the 
act  to  regulate  commerce. 

The  purpose  of  the  conference  will  be  to  ascertain  in  what 
classes  of  cases  co-operation  between  the  Commission  and  the 
state  commissions  is  deemed  feasible  by  the  Commission  and 
under  what  rules  of  procedure  joint  conferences  or  hearings  may 
be  initiated  and  carried  forward. 

The  state  commissions  will  be  represented  by  James  A. 
Perry,  president  of  the  association;  Carl  D.  Jackson,  vice-presi- 
dent; John  E.  Benton,  general  solicitor,  and  members  of  the 
executive  committee. 


ILLINOIS  COMMUTATION  FARES 

The   Traffic   World   Washington  Bureau 

Attorney-Examiner  W.  A.  Bisque,  January  13,  resumed  hear- 
ings on  Illinois  commutation  fares  (No.  11703),  the  first  hearing 
having  been  held  in  Chicago,  December  18.  The  hearing  con- 
sisted chiefly  of  cross-examination  of  the  railroad  witnesses 
who  were  on  the  stand  at  the  Chicago  hearing,  by  H.  M.  Slater, 
the  rate  expert  for  the  Illinois  public  utility  commission.  Those 
on  the  stand  were  C.  B.  Vilas,  general  superintendent  of  the 
Chicago  &  Northwestern;  R.  Thompson,  assistant  general  pas- 
senger agent,  and  C.  F.  Balch,  a  statistician  for  the  same  car- 
rier; and  J.  F.  Dartt,  an  accountant  for  the  Illinois  Central. 

Mr.  Slater  undertook  to  show  that  much  of  the  expense  of 
the  carriers  was  attributable  to  the  dead-head  business  carried 
on  the  commutation  trains,  the  non-paying  passengers  being 
railroad  employes  going  from  or  to  their  work.  The  expense 
of  their  transportation,  he  said,  should  be  distributed  over  the 
entire  system,  because  they  were  -working  for  the  operation  of 
the  system. 

In  answer  to  that,  the  carrier  witnesses  showed  that  in  a 
test  period  on  the  Northwestern,  9.9  per  cent  of  the  passengers 
moved  on  passes  and  that  the  mileage  ridden  by  them  amounted 
to  only  a  little  more  than  7  per  cent  of  the  total,  so  that  the 
addition  of  expense  on  their  account  would  not  tend  to  change 
the  contention  of  the  carriers  that  even  with  a  20  per  cent 
increase  in  fares,  their  revenue  would  not  be  great  enough  to 
enable  them  to  contribute  anything  toward  return  on  the  in- 
vestment. 


UNION    PACIFIC    EXTENSION 

More  time  for  the  completion  of  an  extension  of  its  line 
of  railroad  in  Scotts  Bluff  County,  Nebraska,  and  Goshen 
County,  Wyoming,  has  been  granted  to  the  Union  Pacific  by 
the  Commission  in  a  supplemental  order  in  Finance  Docket  No. 
40.  Under  the  original  order  the  date  upon  which  the  work 
was  to  be  completed  was  December  31.  1921,  and  this  has  now 
been  extended  to  September  30,  1922,  because  of  conditions 
which  will  operate  to  retard  construction  work. 
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U.  S.  Supreme  Court  Decisions 


LOSS  DUE  TO  POTATO  CONVERSION 

In  an  opinion  by  Associate  Justice  Brandeis  in  No.  105,  Pere 

•  incite  Railway  Company,  petitioner,  vs.  ,1.  F.  French  & 
<'oni|i;iny,  the  United  States  Supreme  Court,  January  17,  re- 
versed the  Supreme  Court  of  Michigan  for  sustaining  a  Judg- 
ment of  a  lower  court  under  which  J.  F.  French  &  Company  ob- 
taincd  ;i  verdict  against  the  Pere  Marquette  for  loss  due  to 
.•(1  conversion  of  a  carload  of  potatoes. 

Justice  Brandeis  set  forth  in  the  opinion  that  the  federal 
uniform  bills  of  lading  act  of  August  29,  1916,  provided  by  sec- 
tion :i  that  .1  carrier  is,  subject  to  the  provisions  of  sections  10, 
11  and  12,  "justified  in  delivering  goods  to  one  who  is  (c)  A 
person  in  possession  of  an  order  bill  for  the  goods  by  the  terms 
of  which  the  goods  are  deliverable  to  his  order;  or  which  has 
been  endorsed  to  him  or  in  blank  by  the  consignee,  or  by  the 
mediate  or  immediate  indorsee  of  the  consignee." 

The  main  questions  presented  for  decision,  Justice  Brandeis 
said,  were  whether,  on  the  facts  developed  in  the  case,  there 
was  a  delivery  to  one  in  possession  of  the  bill,  and,  if  so,  whether 
the  delivery  exonerated  the  carrier,  it  having  been  made  with- 
out requiring  surrender  of  the  bill  of  lading. 

In  1917,  J.  F.  French  &  Company  shipped  a  carload  of  pota- 
toes from  Bailey,  Mich.,  to  Louisville,  Ky.,  by  the  Pere  Marquette 
as  initial  carrier  and  the  Big  Four  as  connecting  and  terminal 
carrier.  The  shipment  was  made  on  a  "consignor's  order"  bill 
of  lading  in  the  standard  form  by  which  the  car  was  consigned 
to  the  shipper's  order  at  Louisville,  and  there  was  a  notation: 
"Notify  Marshall  &  Kelsey,  care  of  Capt.  Bernard,  Commissary, 
Camp  Taylor."  The  shipper  attached  the  bill  of  lading  to  a 
draft  on  Marshall  &  Kelsey  for  the  purchase  price  of  the  pota- 
toes and  sold  and  delivered  both,  duly  endorsed  in  blank,  to  a 
bank  in  Grand  Rapids.  This  bank  transmitted  for  collection 
the  draft,  with  bill  of  lading  attached,  to  an  Indianapolis  bank. 
The  latter,  without  obtaining  payment  of  the  draft,  detached 
(In-  bill  of  lading  from  it  and  wrongfully,  Associate  Justice  Bran- 
deis said,  delivered  the  bill  of  lading  to  Marshall  &  Kelsey.  The 
car  reached  Louisville,  the  destination  named  in  the  bill  of  lading, 
where  it  was  physically  delivered  by  the  Big  Four,  upon  request 
of  one  Bindner,  an  employe  of  the  Southern  Railroad,  to  the 
Southern  to  be  forwarded  to  Dumesnil,  near  Camp  Taylor,  with- 
out requiring  surrender  of  the  bill  of  lading. 

Later,  Justice  Brandeis  said,  on  refusal  of  Marshall  &  Kelsey 
to  accept  the  potatoes  and  honor  the  draft,  possession  of  the 
car  and  bill  of  lading  was  returned  to  the  shippers  who  accepted 
them  under  protest,  and,  without  waiving  any  rights  they  might 
have,  proceeded  to  dispose  of.  the  potatoes  elsewhere  in  order 
to  make  the  damage  as  light  as  possible  for  all  concerned.  The 
shippers  then  brought  this  suit,  the  court  said,  in  a  state  court 
of  Michigan  against  the  Pere  Marquette  to  recover  compensation, 
contending  that  the  carrier  had  by  delivering  the  car  upon  re- 
quest without  requiring  surrender  of  the  bill  of  lading  become 
liable  for  conversion  of  the  potatoes.  The  court  directed  a  ver- 
dict for  the  plaintiff;  and  the  judgment  entered  thereon  was 
affirmed  by  the  Supreme  Court  of  Michigan. 

Justice  Brandeis  said  Marshall  &  Kelsey  had  contracted 
with  the  government  to  supply  large  quantities  of  potatoes  at 
Camp  Taylor.  The  car  in  question  was  shipped  to  Louisville 
to  be  applied  on  that  contract.  Bindner,  the  employe  of  the 
Southern,  endorsed  the  bill  of  lading  that  had  been  left  with  him 
for  safe-keeping  by  Marshall  &  Kelsey.  He  directed  the  Big 
Four  to  let  the  car  go  out  to  camp,  saying  he  had  the  bill  of 
lading.  He  had  no  orders  to  do  that  but  what  he  did  was  later 
approved  by  Marshall  &  Kelsey.  When  the  car  got  to  camp  the 
government  refused  to  accept  the  potatoes.  Bindner  then  re- 
turned the  bill  of  lading  to  Marshall  &  Kelsey,  on  their  request. 
They  returned  it  to  the  Indianapolis  bank,  which  returned  the 
bill  of  lading  and  draft  to  the  Grand  Rapids  bank,  which  sur- 
rendered both  to  J.  F.  French  &  Company,  upon  being  repaid  the 
sum  originally  credited  to  their  account,  and  the  shippers  took 
possession  of  the  car. 

The  shippers  contended,  Justice  Brandeis  said,  that  there 
was  a  conversion  of  goods  by  a  misdelivery  of  them  at  Dumesnil 
instead  of  delivery  at  Louisville;  or,  if  it  be  held  that  there  was 
a  delivery  at  Louisville,  that  it  was  an  unjustified  delivery  In 
violation  of  the  contract  of  carriage,  since  a  clause  in  the  bill 
of  lading  declared:  "The  surrender  of  this  original  bill  of  lading 
properly  endorsed  shall  be  required  before  delivery  of  the 
property." 

The  carrier  defended  on  the  ground  that  there  was  a  delivery 
at  Louisville  which  exonerated  it  under  section  9  of  the  federal 
uniform  bills  of  lading  act. 

"Is  the  carrier  liable  for  misdelivery,  because  the  car  was 
sent  from  Louisville  to  Dumesnil  upon  Bindner's  request  with- 
out requiring  surrender  of  the  bill  of  lading?"  asked  Justice 
Brandeis. 


The  shippers  contended  that  Bindner  was  not  "a  p*rson  In 
possession"  of  the  bill  because  he  held  it  as  agent  for  Marshall 
£  Kelsey  and  not  on  his  own  account. 

"So  far  as  the  carrier  Is  concerned  that  fact  is  entirely  Im- 
material," said  Jutice  Brandeis.  "I'nder  section  9  It  la  physical 
possession  of  the  bill  which  Is  made  a  justification  for  delivery 
of  the  goods  by  the  carrier." 

He  then  adde,  "except  where  the  carrier  has  Information 
that  the  person  in  possession  of  the  bill  is  not  lawfully  entitled 
to  the  goods,"  but  that  there  was  no  evidence  to  support  such  a 
contention,  although  the  shippers  did  allege  such  a  circumstance. 

Concluding  that  there  was  a  delivery;  that  it  waa  made 
to  a  person  in  possession  of  the  bill  of  lading  properly  endorsed 
and  that  it  (the  delivery)  was  made  in  good  faith,  Justice  Brandeis 
asked:  "Does  such  a  delivery  exonerate  the  carrier  upon  suit 
by  the  shipper  when  it  failed  to  require  surrendr  of  the  bill  of 
lading  as  provided  in  that  instrument?  In  our  opinion  there 
is  no  exoneration  where  loss  to  shipper  or  subsequent  purchaser 
of  the  bill  results  from  such  failure;  but  where  the  loss  suffered 
is  not  the  result  of  the  failure  to  take  up  the  bill,  mere  failure 
to  take  it  up  does  not  defeat  the  exoneration. 

"There  is  nothing  in  the  act  which  imposes  up  on  the  car- 
rier a  specific  duty  to  the  shipper  to  take  up  the  bill  of  lading. 

*  *     *     The   failure   of   the  carrier   to   require   production   and 
surrender  of  the  bill  of  lading  did  not  cause  the  loss.     The  same 
loss   would    have    resulted    if   the    bill    had    been   presented   and 
surrendered.     The  real  cause  of  the  loss  was  the  wrongful  sur- 
render of  the  bill  of  lading  by  the  Indianapolis  bank  to  Marshall 
&  Kelsey  by  means  of  which  the  car  was  taken  to  Camp  Taylor 
and    the   shipper   deprived   of   the   Louisville   market.     Nor  did 
the  failure  to  take  up  the  bill  enable  the  buyer  to  throw  back 
the  loss  upon  the  shippers.     The  shippers  deliberately  assumed 
the  loss  by  their  voluntary  act  in  taking  back  the  draft  and  the 
bill  of  lading  which   they   had  sold   to  the  Grand  Rapids  bank. 

*  *     *     Having   assumed   the   loss   of   their   own   volition    they 
should  not  be  permitted  to  pass  it  on  to  the  carrier  merely  be- 
cause of  its  technical  failure  to  take  up  the  bill  of  lading.     The 
delivery  was  made  to  one  in  possession  of  the  bill  of  lading  who 
could,  and  doubtless  would,  have  surrendered  it  had  he  not  been 
prevented  by  distance  from  doing  so.     To  hold  a  carrier  liable 
under   such    circumstances    would    seriously    interfere    with    the 
convenience  and  the  practice  of  business." 

SALE. OF    ROAD    PREVENTED 

Although  pointing  out  that  a  carrier  cannot  be  required  to 
continue  operation  of  its  railroad  at  a  loss,  the  United  States 
Supreme  Court,  January  17.  in  No.  262,  W.  3.  Bullock,  judge  of 
the  Circuit  Court  of  the  Fifth  Judicial  Circuit  of  Florida,  and 
William  S.  Hood,  trustee,  vs.  State  of  Florida  on  relation  of 
the  Railroad  Commission  of  Florida,  et  al..  affirmed  a  Judgment 
of  the  Supreme  Court  of  Florida  prohibiting  the  Judge  of  the 
lower  state  court  from  confirming  the  sale  of  the  Ocklawaha 
Valley  Railroad  Company  "for  the  purpose  of  and  with  the  privi- 
lege on  the  part  of  the  purchaser  of  dismantling  the  same,"  as 
authorized  by  a  foreclosure  decree. 

The  railroad  company  had  applied  to  the  Florida  commis- 
sion for  authority  to  cease  operation  and  the  commission  denied 
the  application  and  also  obtained  an  injunction  prohibiting  dis- 
mantling of  the  road.  Later  a  mortgage  on  the  property  was 
foreclosed  and  in  the  decree  the  lower  court  entered  the  stipu- 
lation as  to  the  right  of  dismantling  the  road. 

The  prohibition  sought  and  obtained  by  the  state  commis- 
sion, the  U.  S.  Supreme  Court  said,  does  not  compel  the  com- 
pany to  keep  operating  the  property. 

"It  simply  excludes  a  form  of  authority  from  the  decree 
that  gives  the  illusion  of  a  power  to  turn  the  property  to  the 
other  uses  that  cannot  be  settled  in  that  case."  It  said,  adding 
that  there  was  nothing  In  the  action  of  the  Supreme  Court  of 
Florida  that  called  for  a  reversal  of  judgment. 


STATE   ORDER    HELD    INVALID 

Following  its  decision  in  Chicago,  Burlington  &  Qulnry  vs. 
Wisconsin  Railroad  Commission  (237  U.  S.,  220-226),  wherein  it 
held,  in  effect,  that  if  carriers  met  local  conditions  adequat>l>. 
additional  seivice  would  impose  an  improper  and  illegal  inter- 
ference with  interstate  commerce,  the  United  States  Supreme 
Court.  January  17.  in  No.  117,  St.  Louis-San  Francisco  vs.  Public 
Service  Commission  of  Missouri,  held  Invalid  an  order  of  the 
state  commission  requiring  additional  passenger  train  service 
over  the  line  of  the  carrier  on  the  ground  that  it  imposed  an 
undue  burden  on  interstate  commerce. 

Reviewing  the  facts  in  the  case,  the  court  pointed  out  that 
the  main  line  of  the  St.  Louis-San  Francisco  extended  from  St. 
Louis  to  Memphis  and  that,  as  originally  constructed,  it  turned 
sharply  southeast  at  Hayti.  Mo.,  220  miles  from  St.  Louis,  ran 
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thence  seven  mitefl  to  Caruthersville,  Mo.,  thence    to    Grassy 
Bayou  and  south.    A  "cut-off"  between  Hayti  and  Grassy  Bayou 
—six  miles— became  part  of  the  main  line  in  1904  and  there 
after  through   freight  and  night  passenger  fains   passed   that 
way      The  through  day  passenger  trains— Nos.  801  ana 
continued  to  move  along  the  old  line  until  August,  1913,  when 
they  were  routed  over  the  "cut-off."    At  the  same  time  two  new 
daily  passenger  trains  were  put  on  and  operated  between  Blytne- 
ville  Ark    and  Cape  Girardeau,  Mo.,  by  way  of  Caruthersville. 

The  Missouri  commission  directed  the  railroad  to  restore 
Nos  801  and  802  to  the  route  followed  prior  to  1913  and  the  state 
Supreme  Court  approved  the  order.  The  carrier  brought  the 
case  to  the  U.  S.  Supreme  Court,  which  was  asked  to  declare 
the  order  invalid  because  it  unduly  burdened  interstate  com- 

"f  he  point  is  well  taken,"  said  the  U.  S.  Supreme  Court  in 
its  opinion. 

In  support  of  its  finding  the  court  said  fourteen  local  daily 
passenger  trains— seven  each  way— move  in  aud  out  of  Caruth- 
ersville each  day.  These  locals,  it  said,  do  not  carry  equipment 
of  the  highest  class,  but,  apparently,  they  afford  fair  facilities 
for  reaching  and  leaving  Caruthersville  without  delay  or  great 
inconvenience.  It  further  said  that  compliance  with  the  com- 
mission's order  would  require  the  company  to  maintain  16  more 
miles  of  track  at  the  high  standard  essential  for  through  trains 
and  to  move  the  latter  10  miles  more  than  under  the  plan  adopted 
by  the  company.  The  court  said  the  service  given  by  this  com- 
pany met  the  reasonable  requirements  of  Caruthersville. 

GRAIN  AND  LUMBER  CONFERENCES 

Propositions  for  reducing  the  rates  on  grain  and  grain  prod- 
ucts from  Minneapolis  to  north  Atlantic  ports,  and  for  narrowing 
the  differential  now  existing  on  grain  between  southern  Mis- 
souri points  and  Gulf  and  north  Atlantic  ports  were  submitted 
at  the  grain  conference  held  at  the  Central  Freight  Association 
offices  in  Chicago,  January  14  and  15. 

Representatives  of  carriers  and  shippers  interested  in  rates 
to  Gulf  ports,  lead  by  Carl  Giessow,  of  the  New  Orleans  Joint 
Traffic  Bureau,  expressed  satisfaction  with  the  present  differen- 
tials and  protested  against  any  increase  in  rates  to  Gulf  ports. 
The  proposition,  as  submitted  by  W.  R.  Scott,  transportation  com- 
missioner of  the  Kansas  City  Board  of  Trade,  called  for  a  narrow- 
ing of  the  differential,  with  a  view,  however,  of  conserving  rev- 
enue. This  narrowing,  it  was  suggested,  could  best  be  accom- 
plished by  advancing  the  rates  to  the  Gulf  ports  from  southern 
Missouri  points  two  cents,  and  reducing  those  to  north  Atlantic 
ports  by  four  cents,  thereby  restoring  the  differential  that  pre- 
vailed prior  to  August  25,  1920. 

The  proposed  reduction  from  Minneapolis  was  sponsored  by 
a  number  of  mill  representatives,  as  well  as  other  industrial  rep- 
resentatives from  the  Northwest,  headed  by  W.  P.  Trickett,  of 
the  Minneapolis  Traffic  Association.  This  proposition  embraces  a 
reduction  of  %y2  cents  in  the  rates  on  grain  and  grain  products 
between  Minneapolis  and  the  north  Atlantic  ports,  and  asked 
that  the  rates  be  made  proportional  on  shipments  of  coarse  grain 
from  those  points  west  from  which  the  present  rates  to  Minne- 
apolis and  Duluth  are  the  tame. 

Eugene  Morris  presided  at  the  conference,  which  lasted  the 
best  part  of  two  days  and  was  attended  by  representatives  from 
boards  of  trade  and  grain  exchanges  from  cities  all  the  way  from 
Duluth  to  Galveston,  and  from  the  Southwest  to  the  Atlantic  sea- 
board. Considerable  information  was  submitted  on  the  subject 
under  consideration.  Director  Hardie  of  the  Commission's  bureau 
of  traffic,  was  present  and  the  conference  adjourned  with  the 
understanding  that  the  propositions  submitted  were  to  be  taken 
under  his  consideration.  It  is  expected  that  some  expression 
as  to  the  disposition  of  these  propositions  will  be  made  by  the 
Commission. 

The  conference  on  lumber  rates  from  the  Southwest,  via  the 
St.  Louis  and  Thebes  gateways,  was  held  in  the  same  office  on 
the  afternoon  of  January  15.  It  was  attended  by  representatives 
of  the  southwestern  lumber  shippers,  the  southwestern  carriers 
and  the  eastern  carriers.  Strong  pleas  were  made  by  the  ship- 
pers to  have  the  carriers  facilitate  the  shipment  of  lumber 
through  the  Thebes  gateway.  The  conference  adjourned  after 
the  carriers  had  expressed  willingness  to  take  the  matter  under 
advisement,  with  a  view  toward  keeping  the  Thebes  gateway 
open,  the  same  as  the  St.  Louis  gateway. 

"The  elimination  of  the  Thebes  gateway  on  lumber  ship- 
ments is  a  hard  blow  to  Chicago  lumbermen;   quick  service  on 
lumber  from  the  southwest  necessitates  using  the  Thebes  gate- 
way instead  of  placing  Thebes  in 'a  disadvantageous  rate  situa- 
tion; eliminating  Thebes  hits  the  lumbermen  as  hard  a  blow  as 
does  the  refusal  of  the  government  to  pay  money  due  the  car- 
riers on  the  government  guaranty;  in  other  words,  it  is  some- 
;  which  has  already  occurred,  but  which  should  be  nullified 
t  once  for  the  best  interests  of  all  concerned,"  said  A  F  Marsh 
Tanua      15Bh  "^  Truman  Lumber  Co-.  at  the  lumber  conference 

"The  ideas,  as  explained  today,  should  not  be  construed  as 
•ing  in  any  manner  inimicable  to  the  carriers.     I  believe  it  is 


safe  to  say  that  those  of  us  here  and  the  many  other  lumbermen 
who  are  vitally  interested  in  this  proposition,  have  the  wannest 
feelings  toward  the  carriers.  We  hope  to  see  them  once  again 
on  their  feet.  We  cannot,  however,  believe  that  they  should  cut 
off  and  restrict  our  efforts  to  build  up  business  which  the  car- 
riers themselves  so  badly  need. 

"With  the  lumbermen  of  the  country  struggling  to  win  back 
trade,  just  as  the  railroads  are  struggling  to  secure  increased 
tonnage,  the  accidental  or  intentional,  elimination  of  the  Thebes 
gateway  is  greatly  to  be  deplored. 

"It  was  felt  by  the  lumbermen  that  after  the  experience  of 
the  last  two  years,  the  carriers'  representatives  should  now  be 
able  to  put  aside  their  small  jealousies,  their  inter-railroad  fights, 
and  view  the  needs  of  the  day,  the  needs  of  the  lumbermen,  and 
the  needs  of  the  country,  in  a  broad-visioned  manner. 

"From  the  standpoint  of  service — and  it  is  to  this  point  that 
I  must  address  myself,  having  been  out  of  touch  with  technical 
rate  matters  since  going  into  military  service — it  is  vital  that 
the  Thebes  gateway  be  kept  open.  It  is  for  this  reason  that  we 
have  requested  this  conference.  It  is  our  hope  that  you  (ad- 
dressed to  Director  Hardie)  may  in  your  wider  judgment  find 
some  means  whereby  that  which  is  best  for  all  may  be  .legally 
accomplished. 

"Service  standards  demand  that  Thebes  gateway  be  open. 
The  carriers  in  the  southwest  have  for  a  number  of  years 
claimed  that  East  St.  Louis  was  a  good  gateway.  Those  of  us 
who  have  had  to  suffer  while  cars  started  through  East  St.  Louis, 
and  then  stopped,  know  too  well  that  the  southwestern  lines 
have  not  been  capable  of  giving  satisfactory  service  on  lumber 
through  East  St.  Louis.  I  have  been  told  that  the  carriers  claim 
that  they  should  have  their  long  haul.  To  this  I  would  say  that 
no  claim  that  cannot  be  backed  by  better  service,  even  if  that 
claim  is  technically  correct,  can  hold  water.  The  claim  that 
the  originating  carriers  should  have  the  long  haul  to  East  St. 
Louis  may  be  likened  to  a  request  made  by  one  of  the  lines 
running  from  St.  Paul  to  Chicago,  for  permission  to  route  east- 
bound  business  through  the  Chicago  Junction  Railway  instead 
of  taking  the  Indiana  Harbor  Belt,  which  latter  would  give  them 
a  shorter  haul.  Until  the  carriers  show  some  ability,  some  de- 
sire or  inclination,  to  give  those  of  us  who  ship  from  the  south- 
west, real  service  through  East  St.  Louis,  we  insist  that  it  is  not 
for  the  best  interests  of  the  country  to  force  East  St.  Louis  upon 
us  as  the  only  available  route. 

"I  would  not  have  you  think  that  commercial  business  today 
can  be  created  for  the  asking.  It  must  be  fought  for,  and  fought 
for  hard.  It  is  for  this  reason  that  we  dislike  to  see  it  destroyed 
by  the  rate  conflicts  and  discrepancies  which  have  evolved  out 
of  the  original  25  per  cent  advance. 

"Just  an  incident  of  what  we  are  now  up  against,  our  com- 
pany managed  to  land  an  order  the  other  day  for  a  straight  car- 
load of  4x12-16  feet  white  oak,  a  hard  size  to  produce.  This  was 
for  work  which  would  have  to  be  done  promptly  this  winter  or 
left  over  until  next  spring.  We  were  hungry  for  business,  just 
as  the  carriers  are  hungry.  The  order  was  taken  for  two  weeks' 
shipment,  but  we  beat  the  gun  and  got  it  off  in  six  days,  from 
Louisiana.  Three  weeks  after  this  car  was  shipped,  and  after 
we  had  wired  about  everyone  on  one  of  the  southwestern  car- 
riers, up  to  the  vice  president,  we  finally  received  the  actual  de- 
livery of  the  car  at  East  St.  Louis.  The  car  then  reached  Chi- 
cago in  two  days.  We  had  actually  created  a  carload  of  traffic — 
about  90,000  pounds  by  the  way — our  sawmill  had  given  service, 
only  to  find  that  the  southwestern  carriers,  before  getting  the  car 
through  the  East  St.  Louis  gateway,  had  taken  three  weeks' 
time. 

"The  lumbermen  in  C.  F.  A.  territory  must  give  service.  Our 
customers  demand  it,  but  we  have  learned  by  bitter  experience 
that  we  cannot  obtain  service  through  East  St.  Louis.  We  be- 
lieve that  where  it  is  of  paramount  importance  that  the  needs 
of  the  lumber  industry  be  taken  care  of,  you  can  develop  some 
technically  correct  method  whereby  the  carriers  can  at  once  put 
Thebes  on  a  parity  with  East  St.  Louis,  and  thus  restore  to  ua 
that  service  which  is  the  first  requisite  to  a  renewed  business 
growth.  Let  us  return  to  pre-war  conditions  and  if  the  carriers 
themselves  cannot  use  such  broad  vision  as  will  let  them  see  the 
light,  can  you  not  in  the  proper  functioning  of  your  office  let 
lumber  again  move  on  a  service  basis?  We  must  get  it  out  of 
the  'snail'  class." 


HEARING    POSTPONED 

Mr.    Geddes,    appearing    before    Examiner    Carter     tor     the| 
Great  Lakes  Dredge  and  Dock  Company,  in  its  case  against  the  i 
Illinois  Central  et  al.,  No.  11940,  scheduled  for  hearing  at  Chi-i 
cago,   January   19,   stated   that  his   chief  investigator  and   only 
witness  would  be  unable  to  appear  because  his  home  had  been 
destroyed   by  fire   the   previous   day.     He   said  he  had  immedl- , 
ately  telegraphed  the  Commission   asking  for  a  postponement  I 
Although  no  reply   had   been  received,   the   examiner  said  that 
in  his  opinion  the  postponement  would  undoubtedly  be  allowed 
and,  therefore,  no  hearing  would  be  held  on  the  scheduled  date. 
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RATES  TO  AND  FROM  CANADA 

The   Traffic   World   Washington  Bureau 

A  scheme  for  dealing  with  the  exchange  situation,  devised 
by  the  Canadian  railroads  and  put  into  the  form  of  an  order  by 
tin1  Hnard  of  Railway  Commissioners  of  Canada,  becomes  oper- 
ative January  22.  It  is  believed  that,  under  that  plan,  for  a  re- 
sumption of  collect  shipments  between  the  United  States  and 
Canada  will  be  possible,  such  as  prevailed  before  the  Canadian 
dollar,  for  international  trade  purposes,  became  less  valuable 
than  the  American  dollar. 

Under  the  order  of  the  Canadian  board,  the  railroads  north  of 
the  line  will  add  to  their  rates  a  surcharge  to  and  from  the 
United  states  amounting  to  60  per  cent  of  the  rate  of  exchange. 
That  is  to  say,  if  the  Canadian  dollar  is  worth  only  85  cents 
in  American  money,  the  Canadian  roads  will  add  nine  cents  to 
every  dollar  of  the  charge  on  freight  going  into  the  United 
States,  or  from  the  United  States  into  Canada. 

Addition  of  that  surcharge,  it  has  been  figured  by  the  Ca- 
nadian board,  will  enable  the  Canadian  roads  to  pay  their  di- 
visions to  the  American  connections  and  still  have  as  much 
money  as  they  would  have  were  the  two  currencies  on  a  par 
with  each  other.  The  burden,  after  January  22,  will  fall  on  the 
shipper,  except  in  such  instances  as  there  inay  be  a  variation  in 
exchange  between  the  days  on  which  the  amount  of  the  sur- 
charge is  declared. 

The  rate  of  exchange,  on  which  the  surcharge  will  be  based, 
will  be  changed  at  the  first  and  the  middle  of  each  month,  the  rate 
to  be  that  ascertained  by  the  Bank  of  Montreal.  The  Canadian 
roads  are  to  make  monthly  reports  on  the  amount  of  money 
collected  by  reason  of  the  permit  to  make  a  surcharge,  so  that 
the  board,  if  it  thinks  desirable,  may  change  the  percentage  of 
the  surcharge. 

The  Canadian  board's  order  and  the  supporting  report,  the 
latter  written  by  Chief  Commissioner  F.  B.  Carvell,  were  given 
out  by  the  Interstate  Commerce  Commission  as  a  matter  of  in- 
formation. The  American  body  can  have  no  objection  to  the 
scheme.  The  substantive  part  of  the  order  is  as  follows: 

1.  A  .surcharge  of  sixty  per  cent  of  the  rate  of  exchange,  arrived 
at    in    accordance    with    the    provisions   of    this    tariff,    will    be    added 
to    tin     total    through    charges,    including    advanced    charges    payable 
to  United  States  carriers,   on  all   shipments   between  Canada  and  the 
United    States,    in    both    directions,    when    such    charges    are    payable 
and    collected    in    Canada.      When    all    charges    are    paid    at    United 
Stati-x-    points,    in    United    States    funds,    this    surcharge    will    not    be 
added. 

2.  On    shipments    from    Canada,    the    surcharge    must   be    collected 
at  the  rate  governing  on  the  date  of  the  bill  of  lading;  and  on  ship- 
ments  to  Canada,   at  the   rate   governing  on   the  date   of  advice  note 
of  arrival  at   the   Canadian   destination.      Such   surcharge   will  accrue 
entirely    to   the   Canadian   carrier. 

3.  Telegraphic   advice   will   be   sent   to   railway   agents   in   Canada 
on   the    last  day  of  each    month,    specifying   the   surcharge   to   be   col- 
lected   from    the    first    to   the    fourteenth    (inclusive)    of    the    following 
month:    and    on    the    fourteenth    day    of    each    month    specifying    the 
surcharge   to    be    collected    from    the    fifteenth    to    the    last   day    (in- 
clusive)   of   such    month.      Agents   must   file   such   telegraphic   advice 
with   this   tariff.      The   surcharge    must   be   shown   as   a   separate   item 
on   all   bills   of  lading   and   waybills   for   outbound   shipments   and   on 
all   freight  expense   bills. 

Exception — This  tariff  does  not  apply  to  export  and  import 
traffic  from  or  to  points  of  origin  or  destination  in  the  United 

'•s  via  Canadian  ports,  on  which  all  charges  must  be  collected 
in  rnit'-d  States  currency  or  its  equivalent. 

Note — In  arriving  at  the  surcharge  the  rate  of  exchange  quoted 
for  New  York  funds  by  the  Bank  of  Montreal  at  noon  in  Montreal 
on  the  last  day  of  each  month  will  govern  from  the  first  to  the 
fourteenth  (inclusive)  of  the  following  month;  similarly  such  quota- 
tion at  noon  on  the  fourteenth  will  givern  from  the  fifteenth  to  the 
last  day  (inclusive)  of  such  month.  Should  the  governing  date 
fall  on  a  Sunday  or  Canadian  or  United  States  legal  holiday,  the 
noon  quotation  of  the  preceding  day  will  govern. 

In  determining  the  surcharge,  fractions  less  than  one-half  will 
be  disregarded  and  fractions  of  one-half  or  over  will  be  counted  as 
one  per  cent. 

The  rate  of  exchange  quoted  for  New  York  funds  by  the  Bank 
of  Montreal  at  noon,  in  Montreal,  on  the  21st  of  January  will  govern 
fiom  the  22d  to  the  31st.  inclusive. 

The  board  further  orders  that,  until  otherwise  ordered,  the  com- 
panies make  monthly  returns  to  the  board  showing  the  amount  of 

iiarges  collected. 

In  his  opinion,  Mr.  Carvell  said: 

"About  a  year  ago  complaints  were  made  to  this  board,  prac- 
tically altogether  by  exporters  to  the  United  States,  complain- 
ing of  the  fact  that  they  had  been  prevented  by  the  Canadian 
railway  companies  from  prepaying  the  freight  through  to  the 
point  of  destination  in  the  United  States  in  Canadian  money. 
A  hearing  was  held  at  Ottawa  on  the  ICth  of  March.  1920,  at 
which  practically  all  exporters  were  represented,  and  there  it 
•  was  stated,  and  with  two  exceptions  admitted,  that,  before  the 
rate  of  exchange  between  the  two  countries  became  abnormal, 
practically  all  the  commodities  exported  had  gone  forward  col- 
lect. The  board  held  in  its  judgment,  dated  March  27,  that,  under 
the  Railway  Act,  a  Canadian  railway  company  could  not  be  com- 
pelled to  accept  prepayment  of  freight. 

"Shortly  thereafter  the  American  railways  commenced  de- 
manding the  prepayment  of  international  freight  to  Canada,  the 
result  being  that,  with  very  few  exceptions,  the  freight  on  all 
.  international  traffic  between  the  two  countries  was  paid  in  the 
United  States  in  United  States  funds,  and  thereupon  the  Cana- 


dian  Importers  commenced  pressing;  for  relief,  the  same  a*  ili>- 
exporter  had  previously  done. 

"At  first  the  exporters  demanded  the  right  to  prepay  ih> 
whole  rate  In  Canadian  funds,  which  of  course  would  give  them 
an  advantage  In  that  they  would  be  able  to  pay  the  American 
end  of  the  haul  In  Canadian  funds,  which  were  then  as  now 
worth  less  than  the  American  dollar.  Shortly  thereafter,  how- 
ever, the  demand  from  all  classes  of  business  men  was  that  the 
Canadian  end  of  the  haul  should  be  paid  in  Canadian  funds,  and. 
to  the  ordinary  business  man,  this  seems  absolutely  fair  and 
reasonable.  However,  when  considered  as  a  railway  proposition. 
It  was  vigorously  opposed  by  the  Railway  Association  and  all 
the  railway  companies  on  the  ground  that  shippers  both  ways 
would  naturally  forward  their  goods  by  that  route  the  longest 
possible  portion  of  which  would  be  in  Canada.  In  other  words, 
the  American  roads  would  be  short-hauled  in  practically  every 
international  transacton  in  Canada,  excepting  possibly  exports 
from  the  greater  portion  of  the  Maritime  Provinces,  and,  while 
this  would  be  good  business  from  the  standpoint  of  the  Canadian 
railways,  yet  it  was  argued,  and  I  am  convinced  correctly- 
argued,  that,  in  a  very  short  time,  it  would  result  in  complete 
disruption  of  the  whole  international  rate  structure  which  has 
been  laboriously  built  up  during  the  past  thirty-five  or  forty 
years. 

"However,  on  the  21st  of  December  last,  the  railway  com- 
panies were  told  that  a  solution  of  some  kind  must  be  found 
for  the  difficulty,  and  one  which  would  in  the  end  practically 
amount  to  paying  the  Canadian  end  of  the  haul  in  Canadian 
funds.  On  the  6th  day  of  January  instant,  at  a  conference  with 
representatives  of  the  railway  companies  of  Canada,  a  proposal 
was  made  which  was  accepted  in  principle,  but  further  time  was 
taken  in  which  to  perfect  the  details,  and,  finally,  on  the  llth 
day  of  January,  a  written  statement  was  furnished  this  board 
by  the  Railway  Association  of  Canada,  which  was  the  result  of 
extended  negotiations  between  that  body  and  this  board.  (The 
plan  was  that  shown  in  the  order  above.) 

"This  proposal  was  supported  and  agreed  to  by  representa- 
tives of  the  following  railways:  Canadian  National,  Grand 
Trunk,  Canadian  Pacific,  Michigan  Central,  New  York  Central, 
Rutland,  Toronto,  Hamilton  &  Buffalo,  Essex  Terminal,  Pere 
•  Marquette,  Delaware  &  Hudson,  and  the  Railway  Association  of 
Canada.  It  was  also  accepted  by  the  representative  of  the 
Quebec,  Montreal  &  Southern,  who,  however,  protested  that  the 
arrangement  would  be  extremely  unfair  to  that  road. 

"We  also  held  conferences  with  representatives  of  the  im- 
portant boards  of  trade  and  trade  organizations  generally,  all  of 
whom  considered  the  scheme  the  best  that  had  yet  been  offered, 
although  claiming  that  certain  communities  would  be  more  fa- 
vorably affected  than  others. 

"After  considerable  discussion,  the  proposal  was  agreed  to 
by  the  board.  The  principal  discussion  between  the  board  and 
the  railway  companies  was  as  to  what  would  be  a  fair  sur- 
charge to  be  added  to  the  rate  which  would  place  the  Canadian 
railway  in  a  position  to  receive  payment  of  the  whole  charge 
in  Canadian  funds  and  pay  the  American  share  of  their  Ameri- 
can connections  in  American  funds. 

"This  arrangement  will  also  apply  to  the  American  roads, 
who,  while  not  compelled  to  send  their  freight  forward  collect, 
we  are  assured  will  do  so  because  they  will  hold  the  Canadian 
railways  responsible  to  repay  them  their  share  in  American 
funds,  and  arrangements  are  now  being  made  by  the  Canadian 
roads  to  have  these  goods  forwarded  collect,  thus  giving  both 
the  Canadian  importer  and  exporter  the  right  to  pay  the  whole 
freight  rate  on  international  business  in  Canadian  funds. 

"It  is  quite  evident  that  the  Canadian  road  which  has  a 
short  Canadian  haul  and  a  long  American  one  is  at  a  disad- 
vantage, whereas  the  road  which  possesses  a  long  Canadian 
haul  as  compared  with  the  short  American  one  has  a  distinct 
advantage  in  this  arrangement,  but  it  was  frankly  admitted  both 
by  the  railway  companies  and  the  board  that  whatever  was 
done  must  be  on  the  broad  principle  of  averages,  and,  therefore, 
some  roads  as  well  as  communities  must  be  benefited  to  a 
greater  extent  than  others. 

'''Without  going  into  details,  which  I  think  are  unnecessary, 
we  found,  after  a  very  careful  consideration  of  the  total  inter- 
national traffic  carried  by  the  railway  companies  of  Canada, 
based  upon  their  respective  divisions  with  American  connec- 
tions, that  the  traffic  on  the  Canadian  Pacific  would  be  more 
nearly  divided  equally  between  Canadian  and  American  hauls, 
respectively,  than  any  other  of  the  large  systems,  and  their 
figures  showed  the  American  end  to  be  somewhat  larger  than 
the  Canadian.  The  Canadian  National  figures  showed  a  slightly 
increased  Canadian  haul  on  an  average  over  the  Canadian  Pa- 
cific, but  the  Grand  Trunk  showed  quite  a  large  percentage  of 
the  American  haul  greater  than  the  Canadian.  Putting  together 
the  business  of  the  Canadian  National  and  the  Grand  Trunk 
systems,  they  average  practically  the  same  as  the  Canadian  Pa- 
cific business.  When  we  come,  however,  to  roads  such  as  the 
Quebec,  Montreal  &  Southern  and  the  Toronto,  Hamilton  & 
Buffalo,  there  we  find  that  from  two-thirds  to  three-quarters  of 
their  international  business  is  on  the  United  States  end,  the 
Toronto,  Hamilton  &  Buffalo  showing  about  72  per  cent,  and.  of 
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Bourse,  as  they  will  only  receive  a  surcharge  of  50  per  cent, 
they  will  lose  to  quite  an  extent  on  all  international  traffic.  How- 
ever, as  before  stated,.  I  have  concluded  that  the  principle  of 
average  is  the  only  feasible  method  under  present  conditions  by 
which  this  difficult  problem  can  be  solved  at  the  present  time, 
and,  therefore,  think  that  a  surcharge  of  60  per  cent  of  the  total 
rate  of  exchange  is  the  figure  which  will  on  an  average  place 
the  Canadian  roads  in  a  position  to  pay  the  American  connec- 
tions in  American  funds  and  yet  leave  them  Canadian  funds  for 
their  own  portion  of  the  haul. 

"It  will  be  observed  that  this  arrangement  does  not  apply 
to  the  rate  on  coke  and  coal,  the  reason  being  that  these  com- 
modities move  practically  altogether  on  local  rates  breaking  at 
the  border,  and,  as  the  Canadian  importers  have  since  May 
last  been  allowed  to  pay  the  Canadian  end  of  this  business  in 
Canadian  funds,  no  change  is  necessary. 

"Neither  does  it  apply  to  export  and  import  traffic  from  or 
to  points  of  origin  or  destination  in  the  United  States  via  Cana- 
dian ports,  which  still  must  be  paid  in  United  States  currency, 
because,  were  this  allowed  to  be  paid  in  Canadian  funds,  it  would 
practically  mean  that  goods  originating  in  the  United  States, 
exported  through  Canadian  ports,  would  pay  a  less  freight  rate 
than  if  exported  from  American  ports.  This  would  be  discrimi- 
natory as  against  the  American  railroads  and  would  break  up 
parity  of  export  rates  between  Canadian  and  United  States 
ports  now  in  existence.  This,  in  my  judgment,  would  be  a  posi- 
tive disadvantage  to  the  business  of  the  country  as  a  whole. 

"It  was  contended  by  some  interests  at  our  conference  that 
the  rate  of  exchange  should  be  fixed  weekly  rather  than  fort- 
nightly, but  there  again  it  is  a  question  of  average.  The  rail- 
ways may  have  a  slight  advantage  under  one  set  of  circum- 
stances and  the  reverse  may  be  the  case  under  others;  but,  if 
it  is  found  in  working  out  the  scheme  that  injustice  results  on 
account  of  the  fortnightly  arrangements,  the  board  reserves  to 
itself  the  right  to  change -it  any  time  it  may  think  proper. 

"While  these  arrangements  are  not  perfect,  yet,  in  my 
opinion,  it  is  the  best  solution  of  the  problem  so  far  advanced 
by  any  person,  and  I  feel  sure  it  will  grant  a  great  measure  of 
relief  to  the  business  interests  of  Canada. 

"The  companies  will  be  required  to  make  monthly  returns 
to  this  board  showing  the  amount  of  surcharge  collected  and,  if 
ound  that  any  change  is  necessary,  either  as  to  dates  of 
irranging  the  same  or  the  percentage  upon  which  the  whole 
icheme  is  based,  the  board  will  make  whatever  corrections  mav 
to  them  seem  necessary." 


EXPRESS  RATES  TO  AND  FROM  CANADA 

The   Traffic    World    Washington  Bureau 

A  twenty-six  per  cent  increase  in  express  class  rates  to 
and  from  Canada  will  become  effective  February  4  Commodity 
rates  so  increased  became  effective  January  15.  The  rates  are 
published  as  in  the  case  of  the  increased  freight  rates  granted 
in  Ex  Parte  No.  74,  in  special  blanket  supplements  The  twenty- 
six  per  cent  increase,  so  far  as  hauls  within  the  United  States 
s  concerned,  were  authorized  by  the  Interstate  Commerce  Com- 
mission September  21  and  could  have  been  made  effective  soon 
thereafter.  The  twenty-six  per  cent  increase  of  that  date  in- 
cluded and  absorbed  the  12.5  per  cent  increase  authorized  by  the 
Commission  on  August  11,  1920. 

Publication  of  increases  in  rates  to  and  from  Canada  has 

™  ,t   yed  by  the  fallure  of  the  Canadian  commissioners  to 

the  necessary  authority.     Publication  of  the  blanket  sup- 

plements showing  the  rate  before  and  after  the  percentage  ad- 

vance, is  authorized,  so  far  as  the  United  States  part  of  the  trans 

«    92    d8atpTnrnedH  ^  8P£Cial   8iXth    ^tion  Vrmission'Na 
,l  ffir  it?          December  1.     When  it  seemed  that  the  Canadian 

ifflcuHies  were  about  to  be  cleared  away  the  American  Ra 
way  Express  Company  asked  permission  to  make  the  increases 

as  to  avoid  ZT,0'  T^'  pe,rCeDtage  blanket  WWtaESTS 
3  avoid  the  delay  that  would  be  caused  by  compliance  with 

the  rules  requiring  rates  to  be  stated  in  specific  figures. 

While  the  rates  from  and  to  Canada  are  not  joint  rates   thev 

are  constructed  'in  accordance  with  a  block  system  which  take' 

no  account  of  the  international  boundary  lta|     In  "effect   the 
"^"  fr°m  a  "lock  or  * 
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NEW  EXPRESS  CAR  TRY-OUT 

The  first  of  a  new  type  of  special  express  car,  designed  un- 
der the  supervision  of  A.  H.  Smith,  president  of  the  New  York 
Central,  is  to  make  an  experimental  trip  between  New  York  and 
Chicago  next  week.  The  car  was  designed  for  use  by  the 
American  Express  Company,  and  consists  of  a  gondola-like  under- 
structure  and  nine  special  steel  containers,  built  to  fit  this  base. 
Each  of  these  containers  is  built  of  heavy  steel  and  is  8  feet 
long,  8  feet  wide  and  6  feet  high,  weighing,  when  empty,  3,000 
pounds.  The  door  at  the  end  has  a  clearance  of  Ty2  feet  and 
is  5  feet  8  inches  wide. 

The  car  itself  has  a  heavy  steel  flange  or  railing  built  along 
both  sides  against  which  the  containers  rest  when  loaded.  These 
flanges  hold  the  containers  rigidly  in  place  and  make  it  impossi- 
ble to  open  their  doors.  This  safety  feature  is  expected  to  prove 
especially  valuable  since  it  makes  it  impossible  to  enter  the  con- 
tainers without  first  lifting  them  from  the  car,  a  thing  impossible 
to  accomplish  without  the  aid  of  a  crane.  The  new  structure  has 
been  designated  as  a  "portable  compartment  merchandise  car." 

The  present  plan  is  to  load  these  containers  with  express 
matter  consigned  to  a  number  of  large  receivers  of  New  York 
traffic  in  Chicago.  They  are  to  be  loaded  in  much  the  same 
manner  that  a  regular  baggage  car  is  loaded,  heavy  express  mat- 
ter on  the  bottom  and  light  matter  above.  The  goods  will  be  tal- 
lied as  loaded,  the  packing  to  take  place  at  the  platforms  of  the 
shippers.  The  containers  are  then  to  be  sealed  and  locked,  and 
removed  by  truck  to  a  sidetrack,  where  a  crane  is  available, 
where  they  will  be  loaded  onto  the  car. 

The  containers  on  the  car  in  question  are  to  be  consigned  as 
follows:  One  each  to  Montgomery  Ward  &  Co.,  Sears,  Roebuck 
&  Co.,  the  Boston  Store,  the  Fair,  and  Mandel  Brothers,  and  two 
each  to  Marshall  Field  &  Co.  and  Carson,  Pirie,  Scott,  in  Chicago. 

New  York  Central  train  No.  39,  which  leaves  New  York  on 
Wednesday,  January  2G,  will  bring  the  car  to  Chicago,  arriving 
there  about  midnight  on  Thursday.  The  car  will  be  switched 
into  the  South  Water  street  yard,  where  the  Michigan  Central 
has  a  traveling  crane.  The  containers  will  then  be  lifted  from 
the  car  and  placed  on  American  Express  Company  5-ton  trucks 
to  be  delivered  to  the  consignees.  Packages  will  be  checked 
against  the  original  talley  when  the  unloading  takes  place  at 
the  consignee's  platform.  It  is  estimated  that  the  containers, 
loaded  to  capacity,  will  weigh  approximately  9,000  pounds  each. 

Considerable  interest  is  being  taken  in  the  result  of  this 
experimental  run.  If  it  results  in  a  success  both  from  point 
of  view  of  the  railroads  and  the  express  company  standpoint,  and 
if  it  seems  to  render  efficient  service  to  both  the  consignor  and 
the  consignee,  it  is  the  intention  to  build  enough  of  these  cars 
to  provide  a  daily  service  both  ways  between  New  York  and 
Chicago.  The  cost  of  the  experimental  car  was  approximately 


EXPRESS  RIGHT  WAY  PLAN 

J.  T.  Preston,  traffic  manager,  Association  of  Commerce,  Roa- 
noke,  Virginia,  has  written  a  letter  to  the  Educational  Service 
Bureau  of  the  American  Railway  Express  Company  in  which 
he  suggests  that  representatives  of  shippers  be  allowed  to  sit  in 
at  the  conferences  to  be  held  regarding  the  Right  Way  Plan 
described  on  page  78  of  the  January  8  number  of  The  Traffic 
World. 

"You  state  in  your  bulletin,"  says  Mr.  Preston,  "that  express 
shippers  will  be  asked  to  co-operate  in  the  movement  by  starting 
their  shipments  right.  Affected  with  public  interest  as  is  the  ex- 
press business,  it  is  suggested  that  it  is  unwise  for  expressmen 
to  decide  local  rules  and  practices  in  closed  conferences  Ship- 
pers should  be  informed  of  plans  of  carriers  while  they  are  in  a 
formative  state.  They  should  not  be  asked  to  co-operate  by 
supporting  plans  in  the  making  of  which  they  have  had  no  part" 

Mr.  Preston  further  asks  that  the  educational  program  of 
the  express  company  be  extended  beyond  the  expressmen  to  the 
shippers.  He  believes  that,  if  the  shippers  know  more  of  the 
intricacies  of  the  express  business,  they  would  be  better  able  to 
understand  derelictions  in  service.  He  thinks,  also,  that  if  ship- 
pers are  allowed  to  take  part  in  these  meetings  they  will  tend  to 
overcome  the  natural  tendency  on  the  part  of  the  express  em- 
ployees to  take  these  meetings  lightly  and  eventually  neglect 
them  altogether. 

Stanley  W.  Todd,  director  of  the  Educational  Service  Bureau 
of  the  American  Express  Company,  has  answered  Mr  Preston's 
letter  and  thanked  him  for  his  suggestions.  He  says: 

"It  is  very  reassuring  to  us  that  the  shippers  will  co-operate 
to  the  extent  which  you  suggest,  and  it  seems  very  likely  that  we 
can  make  arrangements  for  the  participation  of  shippers  in  our 
Right  Way  meetings.  I  am  referring  your  letter  to  many  of  our 
officers  and  I  have  a  feeling  that  it  will  be  of  great  assistance  to 
them." 


A.  C.  &  Y.  LOAN 

The   Akron,   Canton   &   Youngstown   Railway   Company  has 
itioned  the  Commission  for  a  loan  of  $396,000  to  assist  it  in 
meeting  maturities,  the  purchase  of  equipment  and  for  additions 
and  betterments. 
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PARTIAL  PAYMENTS  TO  RAILROADS 

Washington.  I>.  ('..  Jan.  21  —  Bulletin  The  House  committee 
on  interstate  and  foreign  <  •otiimerce  voted  today  to  report  favor- 
ably llu>  \Vinslow  bill  amending  the  transportation  act  so  iliai 
the'  Secretary  of  the  Treasury  would  be  required  to  draw  war- 
rants for  partial  payments  to  carriers  under  the  guaranty  pro- 
vision oi  the  law. 


situation  faced  by  the  railroads  as  the  result  of  the  ' 
refusal  of  the  Secretary  of  the  Treasury  to  draw  warrants  on 
certificate,*  issued  by  the  Interstate  Commerce  Commission  di- 
recting partial  payments  of  the  amounts  due  under  the  guaranty 
provisions  of  the  transportation  act  was  presented  to  the  House 
committee  on  interstate  and  foreign  commerce,  January  14,  by 
Alfred  P.  Thorn,  general  counsel  of  the  Association  of  Railway 
Kxeoutivcs;  T.  I>e\Vitt  Cuyler,  chairman  of  the  association; 
Samuel  Kea.  president  of  the  Pennsylvania;  M.  L.  Bell,  general 
counsel  of  the  Rock  Island,  and  other  representatives  of  the 
railroads.  The  hearing  was  on  the  Winslow  bill  providing  for 
amendment  of  sections  204  and  209  of  the  act  so  that  partial 
payments  may  be  made. 

Mr.  Thoni  declared  that  failure  of  the  carriers  to  get  the 
partial  payments  had  created  a  precarious  situation  among  the 
railroads  and  made  necessary  the  appeal  that  Congress  enact 
legislation  interpreting  what  it  meant  with  regard  to  payment 
of  the  guaranty.  Personally,  he  said,  he  had  no  doubt  but  that 
the  law  as  written  permits  partial  payments.  He  said  a  final 
accounting  to  determine  the  exact  amount  due  each  road  would 
take  years,  and  that  it  was  the  purpose  of  Congress  to  make 
the  funds  involved  available  to  the  roads  in  the  transition  period 
so  they  could  perform  their  duty  to  the  public. 

Representative  Barkley  inquired  as  to  the  effect  of  the  In- 
creased rates  authorized  by  the  Commission  in  Ex  Parte  74,  and 
Mr.  Thorn  said  the  result  had  been  disappointing  because  of  the 
decline  in  traffic. 

"The  railroads  simply  want  what  the  government  owes 
them,"  said  Mr.  Thorn.  "I  don't,  understand  that  we  are  dealing 
•with  an  insolvent  government." 

Mr.  Cuyler  read  the  recommendation  made  by  the  Commis- 
sion in  its  recent  annual  report  that  the  transportation  act 
should  be  amended  to  permit  partial  payments.  He  said  there 
•was  "no  such  thing  as  a  rich  carrier  today,"  and  that  most  of  the 
carriers  had  exhausted  their  borrowing  power  and  that  they 
soon  would  not  be  able  to  carry  on  unless  they  obtained  working 
capital. 

"Are  we  to  be  held  up  for  years  to  come?"  he  asked.  "I 
can  not  impress  upon  the  committee  too  strongly  that  through 
no  fault  of  the  carriers  or  through  no  fault  of  the  transportation 
act,  except  as  it  has  been  interpreted  by  the  Treasury,  the  rail- 
roads are  in  a  very  serious  condition." 

Diverting  his  remarks  relative  to  the  partial  payment  ques- 
tion because  of  a  question  by  a  member  of  the  committee  as  to 
final  settlements  with  the  Railroad  Administration,  Mr.  Cuyler 
said  one  company  had  agreed  on  a  compromise  settlement, 
•which  was  an  "outrage"  simply  because  it  had  to  have  the 
money. 

Representative  Sims  asked  whether  the  witness  intended 
to  convey  the  impression  that  the  railroads  were  on  the  verge 
of  bankruptcy  and  that  the  credit  of  the  roads  was  in  great 
jeopardy. 

Mr.  Cuyler  replied  that  the  credit  of  the  railroads  was  in 
danger  and  that  if  they  could  get  the  money  due  them  from  the 
government  the  financial  credit  of  the  roads  would  be  consid- 
erably restored. 

Representative  Sims  asserted  that  the  money  provided  to 
be  paid  the  roads  under  the  act  was  "a  charity"  and  that  to  pay 
the  roads  was  to  take  the  money  "out  of  the  mouths  of  women 
and  children  who  need  It." 

"The  money  due  the  railroads  is  neither  a  charity  nor  a  gift," 
'declared  Mr.  Cuyler.  "It  is  the  money  due  us  for  the  damage 
•we  suffered  as  the  result  of  the  .government  taking  over  the 
railroads." 

Another  question  by  a  member  of  the  committee  as  to  some 
roads  having  declined  to  ask  for  the  guaranty  brought  a  reply 
from  Mr.  Cuyler  to  the  effect  that  the  Southern  Railway,  which 
did  not  take  the  guaranty,  was  preparing  to  sue  the  government 
for  $84,000,000.  He  did  not  say  anything  further  in  regard  to  the 
proposed  suit,  but  it  is  understood  it  will  be  brought  to  recover 
for  alleged  under-maintenance  of  the  road's  property  during  fed- 
eral control. 

"What  condition  was  the  property  of  the  carriers  in  when 
the  government  returned  the  roads?"  asked  Representative 
Cooper. 

"It  was  in  deplorable  condition,"  replied  Mr.  Cuyler.  "The 
roads  took  what  cash  they  had  to  put  the  equipment  In  good 
condition." 

"It  was  also  in  deplorable  condition  when  the  government 
took  the  roads  over,"  said  Representative  Sims. 

"No,  sir,"  replied  Mr.  Cuyler.  "The  roads  were  In  good 
condition  at  that  time." 

Samuel  Rea,  president  of  the  Pennsylvania,  said  that  com- 


pany had  received  $59,0iiu.'mn  of  the  amount  due  it  under  the 
guaranty  with  approximately  140,000,000  Mill  due,  and  that  as  a 
lesuit  it  was  unable  to  pay  its  bill*.  He  said  other  railroads 
owed  It  $10,000,000  on  trafllc  balances,  and  that  the  same  condi- 
tion among  many  roads  was  causing  financial  dlatresH.  The 
only  remedy,  he  said,  was  to  pass  the  pending  bill.  He  also 
recommended  that  the  Commission  be  authorized  to  make  final 
settlements  under  the  guaranty  by  arriving  at  a  reasonable 
estimate  of  the  amount  that  would  be  due. 

••Prompt  payments  to  the  railroads  of  the  amounts  due  them 
will  invigorate  the  whole  financial  and  industrial  situation,"  he 
said. 

M.  L.  Bell,  general  counsel  of  the  Rock  Island,  said  he  had 
advised  his  company  not  to  make  application  before  September 
1  for  partial  payments,  believing  that  the  money  could  be  ap- 
plied for  and  obtained  any  time  after  that  date.  The  refusal 
of  the  Treasury  to  pay,  however,  he  said,  had  put  the  Rock 
Island  in  a  bad  way  financial,  as  it  had  depended  on  getting 
at  least  part  of  the  money  due  it.  He  said  the  amount  due 
that  road  was  clearly  112,346,000.  The  payment  of  back  wage 
increases  to  the  extent  of  14,000,000  had  to  be  made,  he  said, 
»nd  this  exhausted  the  road  s  working  capital. 

Daniel  Willard,  president  of  the  Baltimore  &  Ohio,  said  the 
railroads  were  not  asking  for  alms  or  a  bonus  or  any  special 
consideration. 

"The  government  is  not  asked  to  give  the  railroads  a  pres- 
ent," said  he.  "The  guaranty  was  provided  because  the  railroads 
were  required  to  do  business  for  six  months  at  rates  that  were 
admittedly  inadequate,  and  the  deficits  during  that  period  were 
due  to  that  fact,  to  the  heavy  expenditures  necessary  to  repair 
the  equipment  which  was  in  bad  condition  and  to  the  $200,000,- 
000  or  more  of  back  wages  which  the  railroads  had  to  pay  for 
the  period  May  1  to  August  31." 

Mr.  Willard  said  the  B.  &  O.  had  its  accounts  in  such  shape 
that  it  could  make  a  settlement  with  the  Commission  at  once 
for  the  amount  due  it  under  the  guaranty  except  as  to  certain 
items  involving  claims  against  the  company  which  had  not  yet  been 
filed,  which  he  estimated  would  total  between  $500,000  and 
$1,000,000.  He  said,  however,  there  was  certainly  due  the  B.  & 
O.  approximately  between  $12,000,000  and  $14,000,000  about 
which  there  could  be  no  doubt,  and  that  that  amount  should 
be  paid  now  as  a  partial  payment  and  the  rest  adjusted  later. 
The  B.  &  O.,  the  witness  said,  owes  from  $6,000,000  to  $7,000,000 
for  supplies  and  has  had  practically  to  stop  making  further 
purchases,  because  it  cannot  see  its  way  clear  to  paying  for 
them.  He  said  the  company  was  not  earning  its  interest  charges. 
The  present  rates  are  not  compensatory,  Mr.  Willard  said, 
but  he  said  he  was  hopeful  that  when  business  picked  up  again 
they  would  produce  an  adequate  return  and  that  when  business 
conditions  become  normal  it  may  be  possible  to  reduce  rates. 
Replying  to  a  question  by  Representative  Sims,  Mr.  Willard 
said  the  government  was  under  no  obligation  to  make  up  for 
the  failure  of  the  rate  increases  to  bring  in  an  adequate  return. 
The  Boston  &  Maine,  according  to  William  J.  Hobbs,  vice- 
president,  is  suffering  from  its  inability  to  get  the  money  due 
it  under  the  guaranty.  He  said  the  company  owed  $5,000,000 
for  materials  and  supplies;  that  it  owes  other  roads  over  $7,- 
000,000  and  over  $1,000,000  in  taxes.  He  said  the  company  was 
at  its  "wits'  ends"  as  to  how  it  could  meet  its  obligations  and 
make  necessary  purchases  of  supplies.  He  said  the  situation 
was  affecting  the  entire  business  community,  because  those  with 
whom  the  road  had  contracts  could  not  in  turn  meet  their 
obligations. 

Chairman  Clark  of  the  Commission  testified  in  favor  of  an 
amendment  to  the  law  that  would  authorize  the  Commission 
"to  certify  such  an  amount  as  is  beyond  question  and  perad- 
venture  due,  so  there  will  be  no  overpayment  by  the  govern- 
ment." 

"One  might  ask  why  the  guaranty  was  provided,"  said  he. 
"The  answer  seems  simple  enough  to  me." 

He  then  reviewed  the  conditions  which  had  led  up  to  the 
enactment  by  Congress  of  the  guaranty  provisions,  pointing  out 
that  with  the  largest  single  item  'of  expense — wages — having 
been  fixed  by  the  government,  it  was  obvious  that  it  was  im- 
possible for  any  of  the  roads  to  earn  operating  expenses,  taxes 
and  fixed  charges  under  the  rates  in  effect  during  the  guaranty 
period.  He  said  the  transportation  act  provided  for  a  new  rule 
of  rate-making  .and  that  the  guaranty  was  to  be  effective  to 
permit  time  for  the  application  of  that  rule. 

Mr.  Clark  said  the  Commission  believed  it  to  be  in  the  pub- 
lic interest  and  in  the  interest  of  adequate  transportation  serv- 
ice that  the  sums  certainly  due  the  carriers  under  the  guaranty 
should  be  paid  as  promptly  as  possible.  He  said  the  Commission 
had  no  choice  as  to  the  words  to  employ  In  the  legislation  to 
accomplish  that  purpose,  but  that  legislation  affecting  that  pur- 
pose should  be  enacted. 

"I  see  no  logic  in  the  argument  that  the  railroads  should 
go  out  and  borrow  money  while  these  amounts  are  due  them." 
said  he.  "I  see  no  reason  why  the  general  commercial  usage 
of  paying  on  account  should  not  be  made  applicable  here." 

Representative  Sims  asked  whether  it  would  be  necessary 
for  the  Commission  to  make  another  advance  In  rates.  Mr. 
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Clark  replied  that  under  the  rate-making  section  of  the  trans- 
portation act  there  was  no  requirement  for  a  given  scale  ot 
rates  but  that  the  railroads  should  receive,  as  nearly  as  may  be 
a  fixed  sum  of  money.  He  pointed  out  that  if  rates  were  raised 
too  high  that  would  result  in  a  reduction  in  the  volume  of  traf- 
fic and  would  consequently  reduce  earnings. 

"Rates  will  not  earn  any  money  unless  traffic  moves  there- 
under," said  Mr.  Clark. 

Partial  payments  under  the  guaranty  should  also  be  madi 
available  for  the  American  Railway  Express  Company,  Mr.  Clark 
said,  adding  that  he  saw  no  reason  why  that  company  should 
be  excluded  from  the  proposed  amendment.  A  bill  to  accom- 
plish that  result  was  introduced  in  the  House  January  13  by 
Representative  Winslow  (H.  R.  15713). 

In  reply  to  Chairman  Esch  as  to  the  estimate  of  the  amount 
due  the  carriers,  Mr.  Clark  said  that  in  round  numbers  it  was 
estimated  that  it  would  take  $631,500,000  to  make  good  the 
guaranty,  of  which  $31,500,000  was  for  the  American  Railway 
Express  Company.  The  aggregate  amount  certified  to  the  car- 
riers to  date  was  $244,614,874  for  advances  under  the  guaranty 
and  something  over  $19,000,000  for  reimbursements  of  deficits, 
making  a  total  of  $264,314,874  certified,  and  leaving  to  be  certi- 
fied approximately  $367,185,126.  He  gave  a  few  illustrations 
of  the  standing  of  the  guaranty  accounts  as  follows:  Boston 
&  Maine  claims  $17,691,310  and  $4,000,000  has  been  certified 
and  paid;  C.  M.  &  St.  P.  claims  $27,746,098  and  has  been  paid 
$14,297,702.  He  said  that  in  one  or  two  instances  the  Commis- 
sion had  certified  partial  payments  after  the  Treasury  had  de- 
clined to  pay  because  the  carriers  said  they  could  borrow  money 
on  the  strength  of  having  the  certificates. 

Houston    Opposes    Bill 

A  letter  from  Secretary  Houston  of  the  Treasury  Depart- 
ment relative  to  the  proposed  amendment  of  the  law  was  read 
by  Chairman  Esch.  The  Secretary  said  he  did  not  think  the 
proposed  bill  protected  the  government  sufficiently  and  suggested 
that  if  Congress  desired  to  speed  up  the  payments  to  the  rail- 
roads, legislation  might  be  passed  providing  for  the  payment 
of  advances  under  the  guaranty  up  to  July  1,  1921,  and  that  pro- 
vision also  might  be  made  that  the  final  claims  of  the  railroads 
should  be  filed  not  later  than  September  1,  1921.  He  attributed 
much  of  the  delay  in  making  the  payments  to  the  fact  that  the 
railroads  were  slow  in  filing  their  final  claims. 

Secretary  Houston  further  said  he  would  not  venture  to 
express  an  opinion  "as  to  the  propriety  of  allowing  partial  pay- 
ments of  public  money  to  the  carriers  to  sustain  them  while 
they  prepare  additional  claims  for  losses  incurred  under  their 
own  management."  He  said  the  amount  of  the  government's 
obligations  to  the  railroads  should  be  determined  at  the  earliest 
possible  moment  and  that  he  presumed  it  to  be  in  the  interest 
of  the  carriers  that  they  file  their  final  claims  as  early  as  pos- 
sible. Under  the  Winslow  bill,  he  said,  there  would  be  an 
"unwarranted  disturbance"  of  the  present  financial  methods  of 
the  government." 

"The  guaranty  does  not  represent  compensation  for  any 
service  rendered  to  the  people  of  the  United  States,  and  I  can 
think  of  no  reason  why  the  claims  of  the  carriers  under  this 
bountiful  provision  should  be  made  without  proper  safeguards  " 
Secretary  Houston  said. 

The  provisions  that  the  Commission  be  empowered  to  make 
estimates  of  the  amount  due  a  carrier  also  was  opposed  by  the 
Secretary.  He  also  suggested  that  some  means  be  provided,  if 
advances  should  be  made,  whereby  the  carriers  would  be  're- 
quired to  put  up  some  kind  of  security  to  protect  the  govern- 
ment against  overpayments. 

At  the  resumption  of  the  hearing  on  January  15,  Mr   Thorn 
said  the  Secretary  of  the  Treasury  appeared  to  take  the  posi- 
tion in  his  letter  that  the  proposed  legislation  "would  upset 
B  regular  and  time-honored  methods  of  the  Treasury."    He 
said  Congress  had  the  power  to  declare  the  method  of  payment. 

"You  can  choose  the  auditing  body  and  direct  that  the  find- 
ing of  that  body  be  respected,"  he  said  to  the  committee. 

One  instance  he  referred  to  as  indicating  the  attitude  of 
the  Treasury  was  a  case,  he  said,  in  which  the  Commission 
had  certified  that  a  certain  amount  be  paid  a  carrier  and  the 
auditor  of  the  Treasury  decided  there  was  nothing  due  the 
carrier  under  the  law.  As  to  overpayments  and  the  filing  of 
bonds  by  carriers,  he  said  the  Commission  would  confine  its 
flings  within  the  limits  of  what  may  be  acutally  due 

"If   you    require    the    filing   of   bonds,"   he    said     "you    are 

going  to  deprive  the  poorest  roads  of  the  opportunity  of  getting 

their  money.    There  are  some  roads  so  poor  that  they  cannot 

put  up  the  security  that  would  be  required.    We  are  not  talking 

of   uncertain   amounts,   but  of  amounts   that   are   actually   due 

The   Secretary   of  the  Treasury  seems   to  think  that  the 

roads  are  delaying  the  presentation  of  their  claims     There  is 

no  reason  why  we  should  delay.    We  want  the  money  and  that 

the  strongest  possible  reason  why  we  should  file  our  claims 

as  soon  as  it.  is  possible  to  do  so." 

Thorn  suggested  that  the  law  be  amended  so  that  the 


"We  ask  you  not  to  delay  but  to  realize  the  financial  situa- 
tion confronting  these  roads,"  he  concluded. 

F.  W.  Noxon,  secretary  of  the  Railway  Business  Association, 
made  a  statement  to  show  the  effect  of  the  inability  of  the  rail- 
roads to  get  the  money  due  them.  He  said  his  association 
was  comprised  of  640  members  engaged  in  the  business  of  sell- 
ing materials,  supplies  and  equipment  to  the  railroads  and  that 
the  railroads  were  not  able  to  pay  their  bills  owing  the  asso- 
ciation's members.  He  said  many  members  reported  accounts 
overdue  60  days  and  more,  and  that  there  was  several  hundred 
million  dollars  outstanding  on  accounts. 

Failure  of  the  railroads  to  pay  these  accounts,  he  said, 
caused  widespread  distress,  industrial  shutdowns  and  the  unem- 
ployment of  large  numbers  of  men.  If  the  proposed  legislation 
were  passed,  he  said,  it  would  relieve  tat  a  large  extent  the 
present  depression  in  business.  He  saicf^business  men  with 
whom  he  had  come  in  contact  did  not  believe  the  existing  de- 
pression would  last  long  and  that  with  the  railroads  able  to 
get  funds  as  they  would  under  the  proposed  amendment  would 
"mitigate  the  depression." 

Throughout  the  hearings  Representative  Sims  of  Tennessee, 
who  retires  from  office  March  4,  insisted  repeatedly  that  the 
railroads  in  effect  were  asking  for  a  "contribution"  from  the 
government.  At  one  point  Representative  Jones  of  Pennsyl- 
vania interrupted  to  say: 

"I  have  no  sympathy  with  the  statement  that  this  is  a  con- 
tribution or  gift." 

He  added  that  under  the  transportation  act  the  government 
had  agreed  to  pay  the  carriers  the  guaranty. 

Bird  M.  Robinson,  president  of  the  American  Short  Line 
Railroad  Association,  urged  amendment  of  the  law  as  proposed. 
He  opposed  a  provision  requiring  the  giving  of  a  bond  before 
partial  payments  could  be  made,  pointing  out  that  the  weaker 
roads,  which  needed  the  money  most,  could  not  put  up  adequate 
security.  He  said  many  short  lines  had  been  denied  loans  from 
the  revolving  fund  because  they  could  not  put  up  security  there- 
for which  was  acceptable  to  the  Commission. 

Charles  D.  Drayton,  attorney,  appearing  for  several  coal 
companies  whose  output  goes  largely  to  railroad  companies, 
said  the  railroads  served  by  the  companies  owe  approximately 
$3,250,000  for  coal.  He  therefore  urged  enactment  of  the  amend- 
ment and  asserted  such  action  would  go  far  in  relieving  business 
depression. 

Otis  B.  Kent,  appearing  for  the  Merchants'  &  Miners'  Trans- 
portation Company,  an  independent  coastwise  steamship  line 
which  was  under  federal  control,  asked  that  the  transportation 
act  be  amended  so  that  that  company  would  benefit  by  the 
guaranty  provisions  during  the  six  months  following  federal 
control.  One  of  the  reasons  he  gave  for  the  request  was  that 
the  company  competes  with  the  Ocean  Steamship  Company, 
which  is  owned  by  the  Central  of  Georgia,  and  therefore  came 
within  the  guaranty  provisions.  He  said  the  company  believed 
that  it  had  been  left  out  through  an  oversight  on  the  part  of 
Congress.  He  said  the  company  had  filed  an  acceptance  of  the 
guaranty  under  section  209,  so  that  its  rights  were  protected 
in  the  event  Congress  acceded  to  the  request  for  including  it 
in  the  guaranty  provisons. 

The  hearings  were  concluded  January  15. 

Chamber  of  Commerce  Resolution 

The  board  of  directors  of  the  Chamber  of  Commerce  of 
the  United  States  adopted  a  resolution  favoring  amendment  of 
the  law  as  proposed.  The  resolution  follows: 

That,  if  it  is  found  to  be  necessary  to  amend  the  provisions  of 
Section  209  of  the  Transportation  Act.  1920,  in  order  to  authorize 
partial  payments  on  account  of  the  guaranty  therein  made  to  the  rail- 
roads of  the  United  States  pending  the  final  ascertainment  to  the 
full  amount  of  such  guaranty  due  the  several  carriers,  the  United 
States  Chamber  of  Commerce  earnestly  approves  an  appropriate 
amendment  of  said  act  by  the  Congress  at  its  coming  December  ses- 
sion with  as  little  delay  as  possible. 

A  bill  (S.  4841),  similar  to  the  Winslow  bill,  was  introduced 
in  the  Senate  by  Senator  Towsend. 

Brief  in  G.  T.  W.  Case 

The  duty  of  the  Secretary  of  the  Treasury  to  draw  warrants 
payable  to  railroads  on  certificates  of  the  Interstate  Commerce 
Commission  under  the  guaranty  provisions  of  the  transportation 
act  "is  merely  ministerial,"  counsel  for  the  carriers  aver  in  a 
brief  filed  in  the  Court  of  Appeals  of  the  District  of  Columbia, 
in  which  a  writ  of  mandamus  is  sought  directing  the  Secretary 
to  draw  a  warrant  for  $500,000  payable  to  the  Grand  Trunk 
Western.  This  is  the  case  in  which  the  Supreme  Court  of  the 
District  of  Columbia  sustained  the  position  of  the  Secretary  of 
the  Treasury  in  refusing  to  honor  certificates  of  the  Commission 
for  partial  payments  to  carriers  after  September  1,  when  the 
guaranty  period  ended. 

The  Secretary  of  the  Treasury,  it  is  set  forth  in  the  brief, 
based  his  action  on  two  grounds — that  the  act  authorized  only 
one  payment  to  make  the  guaranty  good  after  September  1  and 
that  the  Comptroller  of  the  Treasury  had  ruled  against  making 
partial  payments. 

Paragraph  (g)  of  section  209,  counsel  aver,  clearly  provides 
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for  partial  pa.wui-nis  and  authorized  the  Commission  to  Issue 
more  than  one  certificate  after  September  1. 

"The  purpose  of  the  act  being  to  give  a  'railway  operating 
Income'  during  the  critical  period,"  jcounsel  argue,  "It  Is  incon- 
rrivable  that  Congress  intended  this  'railway  operating  income' 
in  he  held  for  months  and  years  until  the  Interstate  Commerce 
Commission  should  know  to  the  last  cent  just  how  much  each 
carrier  should  receive.  Obviously  the  intent  of  Congress  would 
In  better  subserved  by  allowing  the  Commission  to  make  a  cer- 
tificate now  for  such  amount  as  is  certainly  'necessary  to  make 
good  •  *  *  the  guaranty  *  *  and  cannot  be  reduced 
by  further  accounting  or  otherwise,'  although  "there  may  be, 
upon  furl  her  investigation,  additional  amounts  found  due." 

"Manifestly  Congress  was  not  concerned  with  the  number  of 
payments  to  be  made,  but  merely  with  establishing  an  absolute 
safeguard  against  overpayment  by  requiring  certification  by  the 
Interstate  Commerce  Commission.  Congress  could  safely  leave 
to  the  Commission  the  details  incident  to  ascertainment.  There 
was  no  intent  to  place  any  limitation  upon  the  time  at  which  pay- 
ments definitely  ascertained  to  be  due  might  actually  begin." 

Cases  are  cited  in  the  brief  in  support  of  the  contention 
that  a  writ  of  mandamus  will  lie  against  the  Secretary  of  the 
Treasury  compelling  him  to  make  payments  of  sums  directed  by 
law.  It  is  further  contended  that  the  Secretary  can  not  shield 
himself  by  the  opinion  of  the  Comptroller  of  the  Treasury,  and 
that  if  the  Secretary  is  correct  as  to  certificates  directing  par- 
tial payments  he  could  apply  the  same  reasoning  to  a  final  cer- 
tificate and  refuse  to  pay. 

"If  his  power  be  one  of  discretion  to  draw  warrants  or  not 
as  he  is  advised  by  the  Comptroller  of  the  Treasury  after  the 
certification  by  the  Interstate  Commerce  Commission  under  para- 
graph (g)  of  section  209  *  *  there  must  disappear  the 
right  to  compel  him  to  draw  a  warrant  no  matter  what  the  form 
of  the  certificate,"  counsel  say. 

"Congress  has  under  the  Constitution  the  full  power  to  ap- 
propriate the  public  funds.  It  may  make  a  special  appropriation 
for  a  definite  and  lawful  public  purpose  and  direct  its  payment 
forthwith  from  the  Treasury,  or  it  may  appropriate  for  the  pay- 
ment of  unascertained  amounts  for  a  definite  and  lawful  public 
purpose  and  create  a  special  body  with  full  discretionary  power 
to  ascertain  the  amount  lawfully  due  under  the  appropriation.  In 
neither  of  these  cases  could  the  Comptroller  of  the  Treasury 
change  the  amount  of  the  appropriation  definitely  made  by  Con- 
gress or  definitely  determined  by  the  body  authorized  to  ascer- 
tain such  amount. 

"If  the  Court  construes  Section  209  (g)  according  to  the  con- 
tention of  the  relator  and  directs  the  issuance  of  the  writ  against 
the  Secretary  of  the  Treasury,  and  the  Secretary  thereupon 
draws  a  warrant  which  is  not  only  authorized  by  law  but  ex- 
pressly directed  by  a  court  of  law,  obviously  it  cannot  be  as- 
sumed that  the  Comptroller  will  then  violate  the  law  as  con- 
strued by  the  court  and  arbitrarily  refuse  to  countersign  the 
warrant  drawn  by  the  Secretary.  If  such  an  inconceivable 
situation  should  arise  the  relator  will  be  prepared  to  obtain 
further  aid  from  the  courts." 

Water  Carriers   Included 

Representative  Coady,  of  Maryland,  introduced  a  bill  (H.  R. 
15778),  January  17,  providing  for  amendment  of  the  first  para- 
graph of  Section  209  of  the  transportation  act  so  as  to  include 
a  company  such  as  the  Merchants'  and  Miners'  Transportation 
Company  in  the  guaranty  provisions,  as  requested  by  that  com- 
pany in  the  hearing  before  the  House  committee  on  interstate 
and  foreign  commerce  on  partial  payments  of  the  guaranty.  The 
company  is  not  named,  but  the  amendment  provides  that  when 
used  in  Section  209  the  term  "carrier"  means,  in  addition  to  the 
definitions  in  the  section  as  it  stands,  "a  carrier  by  water  •  »  * 
whose  system  of  transportation  is  under  federal  control  at  the 
time  federal  control  terminates."  Counsel  for  the  company  said 
such  an  amendment  would  take  care  of  the  Merchants'  and 
Miners'  and  enable  it  to  benefit  by  the  guaranty  provisions. 

Additional  payments  by  the  Treasury  Department  to  rail- 
roads for  loans  approved  by  the  Commission  and  advances  under 
the  guaranty  provisions  of  section  209  of  the  transportation  act 
have  been  announced  as  follows:  Chesapeake  &  Ohio,  loan  of 
$3,759,000;  Wheeling  &  Lake  Erie,  loan  of  $500,000;  Atlanta  & 
St.  Andrews  Bay  Railway  Company,  advance  of  $15,000  under 
the  guaranty.  The  latter  payment  was  made  on  an  application 
made  prior  to  the  end  of  the  six  months'  guaranty  period,  and 
therefore  which  did  not  come  within  the  Treasury's  ruling 
against  payment  of  advances  applied  for  after  that  date. 

The  Commission,  January  13,  put  out  forms  to  be  used  by 
carriers  in  answering  the  questionnaire  dated  October  18,  1920, 
the  purpose  of  which  is  to  obtain  the  information  needed  to 
enable  the  Commission  to  certify  to  the  Secretary  of  the  Treas- 
ury the  amounts  necessary  to  make  good  the  guaranty  under 
section  209,  paragraph  9,  of  the  transportation  act.  The  an- 
swers are  to  be  made  on  or  before  February  15.  The  form  dif- 
fers somewhat  from  that  put  out  October  18,  1920.  In  all  other 
respects,  however,  the  original  order  stands  without  modifica- 
tion. 


MISS.  VALLEY  AND  S.  ATLANTIC  STATES 
ASSOCIATIONS  MEET 

Tkt   Traffic   World   Washington  Buriau 

According  to  advance  notices,  the  question  of  port  equal- 
ization, as  between  the  north  Atlantic  on  the  one  hand, 
and  the  south  Atlantic  and  Gulf  on  the  other,  was  expected  to  be 
one  of  the  big  topics  in  the  conference  of  the  Mississippi  Valley 
Association,  begun  at  the  New  Wlllard  on  January  19. 
Speeches  were  made  on  various  phases  of  the  transportation 
question  by  H.  H.  Merrick,  of  Chicago,  president  of  the  associa- 
tion; J.  B.  Morrow,  executive  secretary  of  the  association;  J.  K. 
Smith,  St.  Louis,  who  spoke  on  the  association's  waterway  pro- 
gram; J.  E.  Ballhorn,  Milwaukee,  who  spoke  on  the  movement 
to  connect  the  great  lakes  and  the  Mississippi,  thereby  more 
closely  uniting  the  great  lakes  and  valley  states;  H.  H.  Halnes, 
Washington  representative  of  the  Galveston  commercial  inter- 
ests; and  R.  8.  Alter,  Cincinnati,  who  told  of  the  efforts  made  in 
the  Ohio  valley  to  interest  the  people  of  that  part  of  the  Missis- 
sippi valley  in  the  development  of  transportation  by  water  and 
foreign  trade. 

In  his  opening  remarks  Mr.  Merrick  said  the  non-Inclusion 
of  the  great  ports  on  the  Atlantic  littoral  in  the  Association  did 
not  indicate  hostility  toward  them.  The  object  of  the  association 
he  said,  was  to  develop  a  broad  transportation  policy,  to  bring 
about  a  rate  adjustment  that  will  be  fairer  to  the  valley  states 
and  thereby  benefit  the  whole  country.  He  suggested  that  the 
particular  interests  of  the  valley  must  be  promoted  by  those  liv- 
ing and  doing  business  in  that  part  of  the  country  because  those 
living  in  other  parts  have  their  own  problems  to  consider  and 
dispose  of. 

Secretary  Morrow  devoted  himself  to  a  report  on  the  work 
of  his  office  which  has  been  largely  that  of  promoting  the  organi- 
zation of  the  association  which  was  created  at  a  meeting  in  New 
Orleans  thirty  months  ago. 

A  drive  for  all  waterway  improvements  in  the  valley,  J.  E. 
Smith  said,  should  be  the  object  of  the  association,  rather  than 
the  selection  of  this,  that,  or  the  other  project  to  be  disposed  of 
ahead  of  others. 

The  key  note  of  the  speeches  was  that  nothing  was  to  be 
gained  by  each  community  going  forward  with  its  own  project 
on  the  theory  that  its  particular  project  would  work  the  salva- 
tion of  the  country  or  that  part  of  it  in  which  the  organization 
seeks  membership;  and  that  foreign  commerce  is  to  be  devel- 
oped by  united  effort  rather  than  depending  on  the  efforts  of  in- 
dividuals or  particular  communities.  Transportation  on  the 
rivers  of  the  valley,  the  speakers  implied,  meant  the  creation  of 
products  that  could  be  sold  in  foreign  markets  in  competition 
with  foreign  producers. 

Mr.  Haines  said  he  had  just  come  from  a  conference  in  Chi- 
cago in  which  the  object  was  so  to  adjust  rates  on  grain  and  grain 
products  that  the  grain  grown  in  the  fields  of  Kansas  and  Ne- 
braska would  find  its  outlets  through  the  Atlantic  ports  in  com- 
petition with  the  nearer  ports  of  the  Gulf.  He  said  that  while 
Texas  was  not  in  the  Mississippi  Valley  it  stood  with  the  asso- 
ciation in  a  suggestion  that  the  producers  of  the  grain  should 
have  something  to  say  about  the  direction  hi  which  their  prod- 
ucts should  seek  an  outlet.  The  east,  he  said,  was  not  content 
with  taking  that  which  is  grown  in  its  fields,  but  was  reaching 
out,  not  only  for  the  grain  of  the  middle  west  and  southwest, 
but  also  for  the  money  from  those  parts  of  the  country  to  finance 
the  operation  of  taking  grain  to  eastern  ports.  That  he  sug- 
gested, was  out-Heroding  Herod.  While  he  did  not  openly  op- 
pose such  an  adjustment  of  rates  on  grain  and  lumber  as  the 
railroads  discussed  in  Chicago  on  January  14  and  15,  the  Infer- 
ence from  his  remarks  was  that  the  middle  west  and  southwest 
would  be  short-sighted  If  they  allowed  rates  to  be  adjusted  so 
that  the  middle  west  and  southwest  would  not  only  furnish  the 
tonnage  but  also  the  money  to  move  It,  over  the  longest  routes 
and  through  congested  districts  so  that  not  only  would  the 
nearer  ports  be  deprived  of  business  they  are  situated  to  handle 
most  economically  and  expeditiously,  but  the  middle  west  and 
southwest  would  be  deprived  of  railroad  equipment  for  unduly 
long  periods  of  time  because  the  tonnage  could  not  be  handled 
through  the  congested  districts  of  the  east  fast  enough. 

Late  in  the  afternoon  the  men  attending  the  conference 
called  on  Senator  Jones  of  Washington,  author  of  the  shipping 
law,  to  congratulate  him  on  getting  the  shipping  bill  passed, 
and  to  assure  him  of  their  approval  not  only  of  the  law,  but  of 
the  whole  idea  of  promoting  an  American  merchant  marine  and 
the  use  thereof  in  the  foreign  trade  of  the  United  States. 

Equalization  of  Ports 

Identical  resolutions  were  adopted  January  19  by  the  Mis- 
sissippi Valley  Association  and  the  South  Atlantic  States  Asso- 
ciation calling  on  the  railroads  of  the  south  to  defend  the  equali- 
zation of  the  ports  established  by  the  Railroad  Administration. 
The  resolutions  declare  in  favor  of  the  policy  with  respect  to  a 
merchant  marine  as  set  forth  in  the  Jones  shipping  bill  and  that 
the  proposal  of  the  trunk  lines  to  break  the  equalization  estab- 
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January  19  There  was  no  program  of  set  speeches  the  prm- 
il  work  being  to  adopt  resolutions  and  to  prepare  for  subse- 
Xt  work  Thl  Georgfa  senator  was  called  on  to  speak  .about 
x>rt  equalization,  because  he  was  one  of  those  who  helped  per- 
SSade  the  Railroad  Administration  that  equalization  was  desir- 
able, in  the  interest  of  the  whole  country,  as  removing  a  stra  an 
on  the  transportation  systems  leading  to  the  north  Atlantic 


"I  think  that  this  and  other  southern  bodies  should  take  up 
the  subject  with  the  Interstate  Commerce  Commission  as  soon 
as  the  trunk  lines  file  their  schedules,"  said  Senator  Smith. 
"About  three  years  ago  I  had  an  amendment  made  to  the  inter- 
state commerce  law  saying  that  no  schedule  proposing  increases 
in  rates  should  become  operative  unless  and  until  the  Commis- 
sion said  it  might.  In  the  last  session  I  had  the  senate  insert 
that  amendment  in  the  transportation  act  but  it  was  dropped 
out  in  conference  so  the  only  way  to  prevent  destruction  of 
equalization  when  it  may  be  proposed  will  be  to  ask  the  Commis- 
sion to  suspend  the  schedules  pending  investigation. 

"We  made  our  case  in  behalf  of  equalization  during  the 
Railroad  Administration  and  we  can  do  it  again.  No  railroad 
executive  should  ask  for  a  cancellation  of  the  equalization. 
would  be  a  case  of  misguided  judgment  in  favor  of  immediate 
revenues  perhaps  but  not  in  the  interest  of  the  carrier  or  the 
country  in  the  long  run." 

The  association  also  adopted  a  resolution  endorsing  the 
Lakes-to-the-ocean  canal  proposal  favored  by  Mississippi  Valley 
interests.  The  resolution  recited  that  it  is  believed  that  such  a 
canal  would  "greatly  increase  and  benefit  the  commerce  of  this 
country,  relieving  present  transportation  congestion." 

Apparently  the  only  ground  for  the  agitation  among  the 
representatives  of  the  Mississippi  Valley  Association,  the  South 
Atlantic  States  Association  and  the  Midwest-Gulf-South  Atlantic 
Foreign  Trade  Committee  over  a  proposed  breaking  of  the 
equalization  of  north  Atlantic,  south  Atlantic  and  Gulf  ports 
is  that  created  by  a  letter  from  the  president  of  one  of  the  trunk 
lines  saying  that  the  trunk  lines  still  have  the  "matter  under 
consideration."  William  Allen,  representative  in  Washington  of 
the  associations,  in  speaking  of  the  matter,  said  the  trunk  line 
executives  were  asked,  some  time  ago,  on  behalf  of  the  Mis- 
sissippi Valley  Association,  what,  if  anything,  they  were  doing 
or  thinking  of  doing  in  the  matter  of  breaking  the  equalization. 
All  except  one  returned  what  Mr.  Allen  called  non-committal 
answers.  The  one  exception  was  the  president  who  said  the 
matter  was  still  under  consideration. 

The  direct  cause  of  the  outburst  against  the  proposed  smash- 
ing of  the  export  rates  via  the  Gulf  ports  as  low  as  via  the 
north  Atlantic  ports  was  a  report  (no  one  seemed  to  know 
whence  it  came)  that  the  trunk  line  executives  were  going  to 
the  Interstate  Commerce  Commission  with  a  complaint  that 
business  was  being  drawn  to  the  southern  ports  for  longer  hauls 
than  would  be  necessary  if  the  stuff  were  exported  through  the 
north  Atlantic  ports. 

But  the  Interstate  Commerce  Commission  knew  nothing 
then  and  knows  nothing  now  of  any  move  by  the  executives 
of  trunk  lines,  since  soon  after  the  end  of  federal  control,  look- 
Ing  toward  the  abrogation  of  so-called  equalization  rates.  The 
rates,  except  from  a  few  points,  have  not  been  the  same,  to 
north  Atlantic  and  Gulf  ports,  since  the  varying  percentages 
of  increases  went  into  effect  August  26.  A  hurried  check  of 
rates  shows,  apparently,  that  on  iron  and  steel  articles  the  rate 
from  Cleveland  to  New  York,  for  export,  is  45  cents,  while  to 
New  Orleans  it  is  47.5  cents.  But  from  Chicago,  Columbus  and 
a  number  of  other  typical  points  in  central  territory,  the  rate 
to  New  Orleans  is  lower  than  to  New  York,  so  that  if  there 
should  be  equalization,  the  rates  to  the  Gulf  ports  would  go  up. 
Mr.  Allen,  when  his  attention  was  called  to  that  fact,  said  that, 
so  far  as  he  knew,  there  would  be  no  objection  to  rates  to  the 
south  Atlantic  and  Gulf  ports  being  put  as  high  as  to  the  north 
Atlantic  ports;  that  the  opposition  was  directed  solely  at  any 
and  all  proposals  to  make  the  rates  to  the  north  Atlantic  ports 
lower  than  to  the  south  Atlantic  and  Gulf  ports,  because,  when 
the  Canadian  ports  are  figured  in,  the  average  mileage  to  the 
north  Atlantic  ports  is  considerably  greater  than  to  either  the 
south  Atlantic  or  Gulf  ports.  Inasmuch  as  the  rates  apply  to 
the  Canadian  ports,  the  opponents  of  lower  rates  to  Atlantic 
ports  have  insisted  that  the  mileages  to  all  the  ports  concerned 
shall  be  used  In  figuring  the  average.  No  one  has  undertaken 
to  figure  weighted  mileage  to  the  ports. 

IDLE  OCEAN  VESSELS 

Oreat  Britain  has  920  vessels  of  a  total  deadweight  tonnage 
of  4.500,000  tied  up  due  to  the  depression  in  ocean  traffic,  accord- 
ing to  reports  received  by  Shipping  Board  officials.  The  Shipping 
Board  has  approximately  325  vessels  of  a  total  deadweight  ton- 
nage of  1,900.000  tons  tied  up.  Approximately  35  vessels  with 
i  total  deadweight  tonnage  of  more  than  180,000  tons  were  tied 
up  this  week  by  the  board.  Four  of  the  vessels  were  In  the 
12,000  deadweight  tonnage  class. 


CHARGES  BRITISH  OPPOSITION 

The  Traffic   World  Washington  Bureau 

That  the  establishment  of  an  American  merchant  marine 
is  being  opposed  through  a  group  "devoted  to  furthering  the  in- 
terests of  the  British  mercantile  marine,"  and  that  one  of  the 
methods  being  used  to  hamper  the  expansion  of  the  American 
merchant  marine  is  to  encourage  eastern  trunk  line  railroads  to 
seek  the  cancellation  of  existing  equalized  export  freight  rates 
to  all  Atlantic  ports,  was  charged  by  Senator  Jones,  of  Wash- 
ington, chairman  of  the  Senate  commerce  committee,  in  an  ad- 
dress before  the  National  Merchant  Marine  Association,  January 
20. 

"Our  principal  competitor  for  the  world's  carrying  trade," 
said  he,  "is  Great  Britain.  She  will  do  everything  possible  to 
keep  us  off  the  sea. 

"A  short  time  ago  a  reputable  gentleman  of  Newark,  New 
Jersey,  told  me  of  his  experience  in  attempting  to  establish  a. 
shipping  line  between  Newark  and  England.  He  applied  to  the 
Shiping  Board  to  buy  or  charter  government  ships  for  this 
purpose.  His  application  was  referred  to  the  Shipping  Board's 
representative  in  New  York,  and  he  said  he  was  opposed  to  it. 
On  being  pressed  for  his  reasons,  he  said  that  the  establishment 
of  such  a  line  would  injure  the  business  of  British  lines  sailing 
out  of  New  York.  This  American  citizen,  acting  as  an  agent  of 
the  United  States  Shipping  Board,  and  thus  using  his  power  to 
protect  British  shipping  interests,  was  a  former  employe  of  the 
International  Mercantile  Marine  Company  which  entered  into 
an  agreement  in  1903  whereby  it  bound  itself,  for  a  period  of 
twenty  years,  to  follow  no  policy  that  would  injure  British  ship- 
ping or  British  trade.  Let  these  three  paragraphs  of  this  agree- 
ment indicate  its  nature  and  its  consequent  influence  on  Ameri- 
can trade,  American  shipping  and  the  conduct  of  American 
citizens: 

An  agreement  made  the  1st  day  of  August,  1903,  between  the 
commissioners  for  executing  the  office  of  Lord  High  Admiral  of 
the  United  Kingdom  of  Great  Britain  and  Ireland,  and  the  Board 
of  Trade  (for  an  on  behalf  of  His  Majesty's  Government) ;  of  the 
first  part;  The  International  Mercantile  Marine  Company  (for- 
merly known  as  the  International  Navigation  Company)  being  a 
corporation  incorporated  and  registered  under  the  laws  of  the 
State  of  New  Jersey,  in  the  United  States  of  America,  which  com- 
pany is  hereinafter  referred  to  as  "The  American  Company,"  of 
the  second  part;  and  the  Oceanic  Steam  Navigation  Company 
(Limited);  Frederick  Leyland  &  Co.  (1900),  (Limited);  the  British 
and  North  Atlantic  Steam  Navigation  Company  (Limited) ;  the 
Mississippi  and  Dominion  Steamship  Company  (Limited)  of  the 
third  part. 

10.  This  agreement  shall  have  effect  for  twenty  years  from  the 
27th  September,  1902,  and  shall  continue  in  force  thereafter  sub- 
ject to  a  notice  of  five  years  on  either  side  (which  may  be  given 
during  the  continuance  cf  this  agreement)  provided  that  His 
Majesty's  Government  shall  have  the  right  to  terminate  this  agree- 
ment at  any  time  if  the  association  pursue  a  policy  injurious  to 
the  interest  of  the  British  mercantile  marine  or  of  British  trade. 

12.  In  case  any  difference  as  to  the  intent  and  meaning  of  this 
agreement,  or  in  case  of  any  dispute  arising  out  of  this  agreement, 
the  same  shall  be  referred  to  the  Lord  High  Chancellor  of  Great 
Britain  for  the  time  being,  whose  decision,  whether  on  law  or  fact, 
shall  be  flnal. 

"In    brief    the    International    Mercantile    Marine    Company, 
organized  under  American  law  and  claiming  to  be  an  American 
company,  obligates  itself  to  pursue  no  'policy  injurious  to  the 
interests  of  the  British  mercantile  marine  or  of  British  trade,' 
and  in  case  of  any  dispute  arising  out  of  the  agreement,  whether  i 
of  law  or  of  fact,  the  Lord  High  Chancellor  of  Great  Britain  is  I 
to  decide  such  dispute,  and  his  decision  is  final. 

"The    International    Mercantile    owns    the    American    Line,  j 
which  flies  the  American  flag  and,  in  addition  to  its  regular  fleet, 
control   approximately   forty   vessels   leased   from   the   Shipping 
Board,  which  also  fly  the  American  flag,  but  are  all  subject  to  i 
the  terms  of  this  contract,  and  therefore,  are  actually  operated 
in  the  interest  of  the  British  government  and  British  trade. 

"Those  excerpts  from  the  agreement  of  August,  1903,  do  ; 
not  leave  the  question  open  to  doubt  as  to  where  the  Interna- 
tional Mercantile  Marine  Company  stands  as  regards  British  in-  ' 
terests.  The  question  that  then  naturally  arises  in  the  popular 
mind  is:  'Where  do  British  shipping  interests  center  in  the 
United  States?'  The  answer  is  that  they  center  almost  entirely 
in  the  port  of  New  York  where  their  large  terminal  investments 
are  located  and  from  which  port  most  of  their  tonnage  on  this 
side  of  the  Atlantic  sails.  Consequently,  whatever  help  the  port 
of  New  York  benefits  British  ship  owners.  A  monopoly  of  export : 
freight  sent  through  the  port  of  New  York  spells  greater  profits 
for  these  British  owners.  It  follows,  then,  that  the  British  ship- 
ping men  are  in  accord  with  the  eastern  trunk  line  railway  offi- 
cials who  seek  to  cancel  the  present  equalization  of  export 
freight  rates  from  Central  Freight  Association  territory  to  Gulf 
and  south  Atlantic  ports. 

"The  proof  of  that  accord  is  at  hand.  On  April  9,  1920,  there, 
was  a  meeting  of  the  Chamber  of  Commerce  of  the  State  of  New 
York,  at  which  a  committee  of  five  representatives  of  north  At- 
lantic port  commercial  organizations  was  appointed  to  confer 
with  the  Trunk  Line  Association  with  a  view  to  conducting  the 
fight  before  the  Interstate  Commerce  Commission  for  the  elimi- 
nation of  existing  equalization  of  export  rates  from  Centra? 
Freight  Association  and  Illinois  Classification  territory  to  north 
Atlantic,  south  Atlantic,  and  Gulf  ports.  The  present  equaliza- 
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linn,  for  the  first  time,  establishes  the  principle  that  American 
foreign  commerce  may  best  be  developed  and  extended  by  the 
MtabUshmcnt  of  new  foreign  trade  routes  by  the  United  States 
Shipping  Board,  as  Is  specifically  provided  In  the  merchant 
marine  act,  and  in  furtherance  of  this  movement  that  every 
American  export  shipper  should  have  the  right,  without  discrimi- 
nation by  the  railroads,  to  choose  the  port  through  which  his 
business  can  be  handled  most  expeditlously  and  economically. 

"The  chairman  of  the  committee  named  was  Delos  W.  Cooke, 
designated  as  representing  the  Chamber  of  Commerce  of  the 
Shite  of  New  York.  A  fact  that  was  not  mentioned  is  that 
Hi-los  W.  Cooke  also  is  the  American  director  of  the  great 
Cunard  line,  which  Is  British  owned  and  flies  the  British  flag. 

"Now,  the  Chamber  of  Commerce  of  the  State  of  New  York, 
as  its  list  of  officials  reveals,  is  made  up  of  International  bank- 
ers, and  the  heads  of  great  railroad  and  steamship  companies. 
Philip  A.  S.  Franklin,  a  vice-president  of  this  Chamber  of  Com- 
merce is  the  president  of  the  International  Mercantile  Marine 
Company,  the  same  American  company  which  entered  Into  the 
agreement  already  referred  to  by  which  it  agreed  to  pursue  no 
policy  injurious  to  British  trade. 

"In  reviewing  this  sequence  of  happenings,  can  any  sane 
man  doubt  that  this  principle  necessarily  underlying  the  estab- 
lishment of  an  American  merchant  marine  is  being  sacrificed  to 
a  group  devoted  to  furthering  'the  interests  of  the  British  mer- 
cantile marine  or  of  the  British  trade.'?" 

The  speech  of  the  senator  from  Washington  precipitated  the 
long-indicated  clash  between  advocates  and  supporters  of  the 
Jones  law  and  the  interests  that  are  supposed  to  be  inimical  to 
the  development  of  an  American  merchant  marine.  P.  A.  S. 
Franklin,  president  of  the  International  Mercantile  Marine,  made 
u  short,  informal  answer.  He  asked  Senator  Jones  to  remain 
while  he  was  speaking,  but  the  senator  said  he  had  a  committee 
meeting  to  attend. 

"I  think  it  is  grossly  unfair  for  a  United  States  senator  to 
attack  the  International  Mercantile  Marine  Company,  the  papers 
of  which  have  all  been  submitted  to  the  United  States  Shipping 
Board  and  approved  by  its  chairman.  We  are  always  denied  a 
hearing." 

"You  have  your  opportunity  to  justify  that  agreement  and 
everything  else  that  has  been  done  by  you  and  your  company  to 
this  association,  if  you  can,"  retorted  Senator  Jones.  "I  am  pro- 
posing to  leave  the  field  to  you  alone." 

"I  don't  want  a  free  field,"  said  Mr.  Franklin.  He  asked  the 
senator  the  name  of  the  Shipping  Board  lawyer  in  New  York  who 
opposed  approval  of  a  proposal  to  put  ships  into  the  trade  be- 
tween Newark,  N.  J.,  and  United  Kingdom  ports,  who  Senator 
Jones  had  said  was  or  had  been  an  employe  of  the  International 
Mercantile  Marine  Company.  Senator  Jones  said  it  was  a  Mr. 
Andrews. 

"He  was  never  in  the  employ  of  the  International  Mercan- 
tile Marine  Company,"  said  Mr.  Franklin.  He  said  that  Mr. 
Andrews  was  merely  one  of  the  vice-presidents  of  the  chamber  of 
commerce  of  the  state  of  New  York,  which  had  appointed  a  com- 
mittee to  confer  with  the  trunk  line  executives  with  a  view  to 
breaking  the  port  equalization  established  by  the  Railroad  Ad- 
ministration, of  which  Delos  W.  Cooke,  a  Cunard  director,  is 
chairman.  He  reiterated  that  it  was  unfair  for  a  United  States 
senator  to  do  what  Jones  had  done. 

"I  read  the  agreement  between  your  company  and  the  Brit- 
ish government.  You  have  your  opportunity  now  to  justify  the 
agreement  made  in  19Q3,  revised  and  continued  in  1910  and  1919, 
in  which  you  agreed  with  the  British  government  to  do  nothing 
injurious  to  British  shipping  or  to  British  trade,"  reiterated  Sen- 
ator Jones,  who  then  left  the  room. 

At  the  invitation  of  Senator  Ransdell,  Mr.  Franklin  took  the 
floor,  holding  that  so  long  as  he  was  president  of  the  association, 
every  one  who  might  think  his  toes  had  been  trodden  on  should 
have  an  opportunity  to  be  heard,  although  the  association  was  not 
desirous  of  airing  controversies. 

Mr.  Franklin  said  that  the  American  company,  the  directors 
of  which  are  all  Americans  and  the  stock  of  which  is  held  99  per 
cent  by  Americans,  during  the  war  tried  to  dispose  of  its  British 
ships  to  British  subjects,  but  there  was  criticism  of  the  com- 
pany in  the  Senate  and  in  the  newspapers.  President  Wilson,  he 
said,  asked  that  the  sale  be  not  consummated  and  on  his  re- 
quest the  company  backed  out  of  the  agreement  to  sell  British 
ships  owned  by  it  to  British  subjects  for  27,000,000  pounds  ster- 
ling. That  money,  he  said,  was  desired  by  the  stockholders  of 
the  company  for  investment  in  American  ships.  As  agent  for 
the  President,  he  said,  the  Shipping  Board  negotiated  for  the 
British  ships,  but  it  had  not  carried  out  the  bargain  made  with 
the  International  Mercantile  Marine.  The  latter,  he  added,  had 
lost  between  seven  and  ten  million  pounds  by  reason  of  that  fail- 
ure. At  the  time  of  the  negotiations,  he  said,  John  Barton  Payne 
looked  over  the  papers  of  the  company,  including  the  agreement, 
and  he  approved. 

'It  is  very  unfair  for  United  States  senators  to  be  making 
statements  that  are  not  true  when  all  our  papers  are  on  file  here 
and  accessible  to  them,"  said  Mr.  Franklin.  "That  agreement 
was  made  for  the  protection  of  the  British  property  of  an  Ameri- 


can company.  Under  the  British  law  uhlps  of  a  foreign  corpora- 
tion are  subject  to  cooflxcatlon.  We  had  no  Idea  that  the  British 
government  would  do  anything  no  unfair  as  that,  but  we  mad<- 
tin'  agreement  for  the  protection  of  the  Interests  of  American 
shareholders.  In  our  negotiation  for  the  sale  of  the  British  ships 
held  by  the  company  we  offered  to  sell  everything  except  our 
American  and  Belgian  ships.  Instead  of  selling  them  to  British 
subjects  we  sold  them  to  the  Shipping  Board,  which  has  not  car- 
ried through  the  agreement.  Since  the  war  we  have  bought  two 
American  ships  and  one  British.  The  latter  is  now  at  Fort- 
River  being  conditioned. 

"When  we  bought  British  ships  In  1902  we  were  commended 
as  doing  something  to  revive  the  American  merchant  marim- 
As  to  the  charge  that  the  International  Mercantile  interests  are 
all  centered  in  New  York,  the  fact  la  that  we  have  our  own 
offices  and  agents  In  practically  every  port  on  all  coasts  of  thi- 
United  States  and  are  the  only  company,  I  believe,  that  has  such 
an  organization.  Attacks  such  as  the  one  just  made  are  a  great 
injustice." 

Admiral  Benson  took  notice  of  the  clash  between  the  Wash- 
ington senator  and  Mr.  Franklin.  He  said  the  present  head  of 
the  Shipping  Board  had  not  heard  of  the  agreement  between  the 
British  government  and  the  International  Mercantile  Marine  until 
a  few  days  ago. 

"If  it  is  as  I  suspect  it  is,  I  will  do  my  duty,"  he  said.  !)•• 
then  went  on  to  say  that  there  was  an  insidious  influence  against 
the  upbuilding  of  the  American  merchant  marine.  It  would  In- 
inconceivable  that  so  much  would  be  said  against  it  after  the 
country  had  spent  $3,000,000,000  on  it.  On  no  other  hypothesis 
than  that  there  was  a  promoted  expression  against  it  could  the 
flood  of  criticism  be  explained.  The  things  that  had  been  going 
on,  he  said,  raised  the  question  whether  some  of  the  men  oppos- 
ing the  Shipping  Board  were  100  per  cent  American.  He  ex- 
pressed the  belief  that  the  American  people  were  in  favor  of  100 
per  cent  Americanism  and  not  in  favor  of  any  dilution  of  their 
patriotism. 

In  opening  the  meeting  Senator  Ransdell,  in  part,  said: 

"One  of  the  most  essential  things  in  the  development  of 
a  real  effective  merchant  marine  is  for  a  large  number  of  our 
people  to  become  'shipminded.'  They  must  live  on  the  sea,  as 
in  the  days  of  the  clipper  ships  of  sixty  to  eighty  years  ago. 
when  the  Stars  and  Stripes  floated  in  every  great  harbor  on 
the  globe,  and  nine-tenths  of  our  foreign  commerce  was  carried 
in  American  bottoms. 

"Our  growth  has  been  magical,  but  nearly  all  our  varied 
resources  have  been  more  or  less  exploiited  and  there  is  no 
longer  the  same  opportunity  for  capital  and  effort.  New  fields 
for  endeavor  must  be  found,  and  none  is  so  promising  as  the 
sea. 

"Our  foreign  commerce  is'  colossal  and  growing  rapidly. 
Shall  we  entrust  its  overseas  carriage  to  our  commercial  rivals 
or  handle  it  ourselves?  There  can  be  only  one  answer  to  this 
question.  We  must  send  our  goods  abroad  in  our  own  ships,  and 
bring  back  in  them,  through  barter  or  purchase,  such  manu- 
factured articles  as  are  not  made  in  the  United  States,  or  are 
made  better  elsewhere,  and  such  raw  products  as  we  need. 
It  is  plain  that  if  we  rely  upon  Great  Britain,  France,  Italy, 
Japan,  or  any  other  country,  to  deliver  our  commodities  and 
bring  us  return  cargoes,  the  service  rendered  will  be  secondary 
and  the  best  of  everything  will  naturally  go  to  their  own  citizens. 

"What  we  need  is  an  American  merchant  marine  built, 
owned  and  operated  by  Americans  without  the  faintest  suspi- 
sion  in  their  make-up  of  foreign  sympathy.  Our  ships  were 
nearly  all  built  in  American  shipyards,  out  of  American  steef. 
fashioned  by  American  mechanics, .  paid  for  with  American 
money,  and  if  they  are  to  accomplish  the  best  results  for  Amer- 
ica they  must  be  owned,  not  in  part  but  wholly,  by  Americans 
and  operated  in  the  interest  of  America.  We  cannot  afford  to 
let  this  great  fleet  of  commercial  vessels  get  out  of  our  hands 
and  under  control  of  our  business  rivals.  There  was  never  a 
truer  saying  than,  'Business  follows  the  flag.'  If  we  wish  our 
fabulously  rich  merchandise — the  product  of  innumerable  fac- 
tories, forests,  farms  and  mines — to  be  distributed  fairly  and 
successfully  throughout  the  world  in  competition  with  other 
nations  it  must  be  carried  in  ships  flying  the  flag  of  our  country. 
In  that  event  each  ship  and  every  man  in  the  crew,  from  master 
to  stoker,  would  be  an  effective  advertising  agent — a  genuine 
booster — for  the  goods,  wares  and  merchandise  of  America. 
American  ships  will  serve  America  first,  and  the  ships  of  Great 
Britain  will  just  as  naturally  serve  Great  Britain  first,  giving 
us  what  is  left,  if  any.  Our  position  as  the  leader  of  all  nations 
in  wealth  and  manufacture — as  the  greatest  producer  of  mer- 
chandise on  earth — not  only  entitles  us  to  a  great  American 
marine,  but  makes  it  our  imperative  duty  to  own  and  operate  a 
fleet  of  ships  under  the  flag  of  the  Union  sufficient  to  carry  at 
least  sixty  per  cent  of  our  exports  and  imports. 

"Our  ship  owners  and  operators  should  be  placed  in  a  posi- 
tion to  operate  their  vessels  in  successful  competition  with  for- 
eign vessels.  If  it  is  the  will  of  the  people  of  the  country  that 
burdensome  obligations  be  placed  upon  ship  operators  it  is  the 
duty  of  Congress  to  develop  off-setting  advantages  which  will 


178 


THE    TRAFFIC    WORLD 


Vol.  XXVII,  No.  4 


give  our  operators  an  equal  opportunity  with  the  merchant  fleets 
of  other  nations.  The  method  of  accomplishing  this  end  must 
be  left  to  the  wisdom  of  Congress.  It  may  be  reached  in  several 
ways  such  as  the  creation  of  a  Naval  Reserve  to  equalize  the 
wages  of  our  seamen  with  the  wages  paid  foreigners;  legislation 
compelling  the  installment  of  a  reliable  fire-detecting  system  11 
cargo  ships,  thereby  greatly  reducing  insurance  on  hull  and 
cargo-  preferential  railroad  rates  on  merchandise  shipped 
American  bottoms;  preferential  import  duties  on  goods  handled 
by  American  ships;  or  some  other  effective  plan.  There  should 
also  be  a  thorough  development  of  all  transportation  facilities 
of  the  United  States— road,  rail  and  river— and  more  general 
use  of  all  our  important  ports  in  order  to  assure  the  economic 
movement  of  foreign  trade. 

"The  Shipping  Board  should  sell  our  ships  only  to  citizens 
of  the  United  States,  or  to  corporations  whose  stock  is  owned 
and  controlled  wholly  by  citizens  of  the  United  States,  and  the 
most  ample  assurances  should  be  required  that  such  vessels  will 
not  be  subsequently  transferred  to  foreign  flags  or  foreign  con- 
trol without  the  specific  consent  of  the  Shipping  Board. 

"All  coastwise  commerce  of  the  United  States  should  be  per- 
mitted to  pass  through  the  Panama  Canal  free  of  toil.  Our 
coastwise  commerce  is  a  purely  domestic  concern  and  whether  or 
not  such  commerce  shall  pay  this  toil  is  of  no  interest  what- 
soever to  foreign  lands.  I  strongly  opposed  the  repeal  of  the 
free  toll  provision  of  the  Panama  Canal  act  of  nineteen  hundred 
and  twelve  providing  for  the  passage  of  coastwise  ships  free  of 
tolls,  and  I  shall  gladly  do  my  utmost  to  have  the  provisions 
of  that  act  reinstated  in  accordance  with  the  Democratic  plat- 
form of  nineteen  hundred  and  twelve  and  the  Republican  plat- 
form of  nineteen  hundred  and  twenty." 


A  BRIDGE  OF  SHIPS 

The  Traffic  World  Washington  Bureau 

"When  a  period  of  depression  confronts  us,  as  is  the  case 
today,  we  may  question  the  utility  of  a  bridge  of  ships  we  do  not 
seem  to  need  at  the  moment,"  said  Admiral  Benson,  chairman  of 
the  Shipping  Board,  in  an  address  before  the  National  Merchant 
Marine  Association  at  Washington,  January  20.  "But  as  I  have 
often  said,  now  that  we  are  ship  independent,  we  should  not 
only  think  in  terms  of  immediate  needs,  but  remember  always 
that  in  time  of  national  stress  these  vessels  are  of  invaluable  aid 
as  naval  auxiliaries. 

"In  the  light  of  conditions  which  surround  the  development 
of  our  merchant  marine  today,  I  have  made  a  study  of  our  ma- 
rine development  during  the  last  three  centuries.  It  is  a  glori- 
ous page  in  history  the  record  of  colonial  and  early  development 
of  our  merchant  marine. 

"The  men  of  those  days  built  for  the  future.  They  supple- 
mented the  navigable  rivers  with  roads,  some  of  which  are  still 
main  highways  of  New  England.  They  built  bridges.  They  had 
their  difficulties  then,  perhaps  more  pressing  and  disastrous  than 
any  which  may  surround  us  now,  but  they  dared  to  bear  respon- 
sibilities. They  took  the  brunt  of  the  work  on  their  own  shoul- 
ders. As  we  pass  through  the  pages  of  history  dwelling  upon 
these  glorious  days  of  our  early  development,  we  thrill  with  the 
thoughts  which  spring  up  because  of  what  these  men  did  under 
unbelievably  hard  conditions.  A  most  interesting  commentary  on 
our  development  during  the  last  two  hundred  years  is  presented 
in  the  two  charts  from  which  I  shall  read,  and  which  I  believe 
most  graphically  tell  the  story  of  our  development  in  shipping 
and  shipbuilding  during  the  19th  century  and  the  first  19  years 
.of  the  present  century : 

"Average  yearly  tonnage  of  shipbuilding  in  the  United  States, 
1813  to  1920:  1813-1819,  -131,730  D.  W.  T.;  1820-1829,  132,983  D. 
W.  T.;  1830-1839,  169,042  D.  W.  T.;  1840-1849,  254,254  D.  W.  T.; 
1850-1859,  559,572  D.  W.  T.;  1860-1869,  440,079  D.  W.  T.;  1870- 
1879,  389,631  D.  W.  T.;  1880-1889,  309,787  D.  W.  T.;  1890-1899, 
338,596  D.  W.  T.;  1900-1909,  635,025  D.  W.  T.;  1910-1916,  445,465 
D.  W.  T.;  1917,  997,018  D.  W.  T.;  1918,  3,223,506  D.  W.  T .;  1919, 
6,558,823  D.  W.  T. 

"In  1789,  we  carried  24  per  cent  of  our  foreign  trade  in  Amer- 
ican bottoms  and  76  per  cent  in  foreign  bottoms;  1800,  we  carried 
89  per  cent  in  American  bottoms  and  11  per  cent  in  foreign  bot- 
toms; 1810,  we  carried  92  per  cent  In  American  bottoms  and  8 
per  cent  in  foreign  bottoms;    1816,  we  carried  70  per  cent  in 
American  bottoms  and  30  per  cent  in  foreign  bottoms;  1820,  we 
carried  90  per  cent  in  American  bottoms   and   10   per  cent  in 
foreign  bottoms;  1830,  we  carried  90  per  cent  in  American  bot- 
toms and  10  per  cent  in  foreign  bottoms;  1840,  we  carried  83 
per  cent  in  American  bottoms  and  17  per  cent  in  foreign  bottoms; 
150,  we  carried  72  per  cent  in  American  bottoms  and  28  per  cent 
i  foreign  bottoms;  1860,  we  carried  66  per  cent  in  American  bot- 
toms and  34  per  cent  in  foreign  bottoms ;  1870,  we  carried  35  per 
cent    in    American    bottoms     and     65     per    cent     in     foreign 
us;     1880,     we     carried     17     per     cent     in     American 

oms  and  83  per  cent  in  foreign  bottoms;   1980,  we  carried 

t  in  American  bottoms  and  87  per  cent  in  foreign  bot- 

'00,  we  carried  9.3  per  cent  in  American  bottoms  and  90.7 

er  cent  in  foreign  bottoms;  1910,  we  carried  9  per  cent  in  Ameri- 

ttoms  and  91  .per  cent  in  foreign  bottoms;  1914,  we  carried 


9.7  per  cent  in  American  bottoms  and  90.3  per  cent  in  foreign  bot- 
toms; 1919,  we  carried  27.8  per  cent  in  American  bottoms  and 
72.2  per  cent  in  foreign  bottoms;  1920,  we  carried  42.7  per  cent 
in  American  bottoms  and  57.3  per  cent  in  foreign  bottoms. 

"The  Shipping  Board,  as  the  largest  single  operator  in  the 
history  of  the  world,  occupies  a  peculiar  position  at  all  times. 
First,  because  it  is  the  declared  policy  of  the  government  that 
our  merchant  marine  should  be  privately  owned  and  operated, 
and,  second,  because  leading  up  to  this  so  many  problems  press 
upon  us  for  immediate  solution. 

"The  world  faces  a  most  trying  situation  today,  but  the 
men  who  were  tried  during  the  four  perplexing  years  1914-1918 
may  he  trusted  to  meet  any  trial.  They  stood  the  test.  They  are 
standing  the  test  in  the  same  manly  way  as  during  those  trying 
four  years  of  the  world  war. 

"There  is  no  use  blinking  at  the  truth,  so  far  as  maritime 
affairs  are  concerned.  Today  we  are  confronted  with  a  big  ques- 
tion brought  on  by  falling  freights  which  reflect  through  in- 
creased outlays  and  lessening  of  earnings. 

"This  is  the  opportunity  for  the  man  who  desires  to  prove 
anything  of  a  depressing  character.  The  opportunist  may  pro- 
claim to  the  world  that  now  is  the  time  to  take  stock  and  imme- 
diately get  out  of  the  shipping  business.  This  might  be  true  if 
we  were  not  solemnly  charged  by  the  law  of  the  land  to  estab- 
lish a  permanent  merchant  marine.  Mind  you,  gentlemen,  the 
law  says  a  permanent  merchant  marine  under  the  American  flag. 
The  board  must  conform  to  the  shipping  act  so  as  to  provide  for 
an  American  permanent  merchant  marine,  under  private  owner- 
ship sufficient  to  carry  the  greater  part  of  our  commerce. 

"Vessels  so  disposed  shall  be  maintained  upon  routes,  de- 
termined by  the  Board,  between  United  States  ports  or  posses- 
sions to  other  world  or  domestic  ports. 

"Preference  must  be  given  to  citizens  with  ability  to  main- 
tain such  routes,  who  have  the  financial  support  and  support 
otherwise  of  communities  primarily  interested  therein.  Citizens 
who  may  then  be  maintaining  a  service  to  or  in  the  general 
direction  of  the  terminal  of  a  route  so  established  by  the  Board 
are  also  to  be  given  preference  according  to  the  law.  These 
facts  must  be  borne  in  mind  at  all  times. 

"Now  when  the  board  determines  the  terms  and  conditions 
of  sale,  as  already  has  been  done,  a  number  of  considerations 
required  by  the  law  must  be  controlling  factors  in  any  contem- 
plated future  policy. 

1st.     The  Board  must  appraise  the  vessel  to  be  sold. 

2d.  It  must  consider  prevailing  domestic  and  foreign  market  prices 
and  the  available  supply  and  demand  for  vessels. 

3d.  It  must  consider  existing  freight  rates  and  prospects  of  their 
maintenance.  Mark  that  well — prospects  of  their  maintenance. 

4th.  It  must  consider  costs  of  construction  of  similar  types  of  ves- 
sels under  conditions  prevailing  at  the  time  of  sale. 

5th.  It  must  consider  cost  of  construction  or  purchase  price  of 
vessel  to  be  sold. 

6th.  The  Board  must  also  consider  any  other  facts  or  condition 
which  would  influence  a  prudent  solvent  business  man  in  like  sale 
which  he  is  not  forced  to  make.  Please  take  note  of  this  considera- 
tion for  it  must  have  a  determining  effect  upon  anything  the  Board  is 
likely  to  do. 

7th.  Sale  must  be  by  competitive  bids  privately  or  publicly  made, 
as  the  Board  should  determine. 

8th.     This  must  be  done  through  proper  advertising. 

9th.  Final  payments  with  interest  must  be  required  completed 
within  fifteen  years  from  date  of  contract. 

"I  have  taken  occasion  to  go  into  this  in  great  detail  in 
order  that  those  who  may  not  be  familiar  with  the  law  may 
understand  that  the  Shipping  Board  must  move  slowly  in  any- 
thing it  does  in  connection  with  any  changes  it  may  desire  rela- 
tive to  the  sales  policy  now  in  force.  For  this  policy  was  deter- 
mined with  all  these  things  laid  down  by  law  in  mind.  Mean- 
while we  must  operate  the  ships.  This  we  are  doing  with  the 
aid  of  a  corps  of  operators  who  act  as  our  agents.  For  several 
months  we  have  been  studying  the  efficiency  of  these  men  in 
charge  of  our  ships. 

"'Perhaps  at  this  time  an  outline  of  my  idea  as  to  what  we 
consider  the  test  of  efficiency  would  be  in  order. 

1.  The  operator  should  be,  first  of  all,  a  man  who  has  an  appre- 
ciation of  the  object  and  purpose  of  the  Merchant  Marine — which  Is 
men  as  will  provide  for  the  proper  running  of  ihis  xessels  and  offices. 
and  domestic  commerce. 

2.  The   operator   should   have   such   an   organization   of   shipping 
to  provide  for  the  national  defense  and  urpper  growth  of  its  foreign 

3.  The  operator  should  have  such  an  interest  in  building  up  and 
holding  United  States  trades  in  his  trade  route  and  such  a  grasp  of 
the  business  possible  to  be  done  in  that  trade  as  will  enable  him  to 
open   up   new   channels   and   activities. 

4.  The  operator  should   maintain   such   trade   relations   and   con- 
nections   with    railroads    and    manufacturers    in    his    district    as    will 
enable  him  to  estimate  in  advance  his  cragoes  and  arrange  for  neces- 
sary materials  to  make  balanced  cargoes. 

5.  The   operator   should    keep   such   touch    with   his   vessels   that 
repairs   shall   be   made   in   time   and  under  such   circumstances  as   to 
prevent  delays  and  laying  up  of  vessels. 

6.  The  organization  of  the  operator's  office  should  be  such  as  to 
keep  in  constant  touch  with  the  receipts  and  expenses  of  the  opera- 
tion of  the  vessel  and  to  have  necessary  funds  available  at  all  times 
for  the   proper   and   prompt   financing   of   the   vessel,    as   well   as   the 
prompt  collection  of  freight  and  other  moneys  due. 

7-  The  organization  of  the  operator's  office  should  be  such  as  to 
provide  proper  personnel  for  the  vessels  and  close  and  detailed  super- 
vision of  the  expenses  and  operation  thereof. 

8.  The  test  of  efficiency  of  the  operator  then  will  be  shown — 
(a)  by  the  amount  of  business  done,  (b)  by  the  increase  of  his  busi- 
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.  (c)  by  the  iinuniiit  of  freiKlit  cim-leil  In  proportion  to  total 
nf  hl«  vesoelB,  (d)  by  quick  turniiroutul-  (e)  !••  > •< miomy 
•n.;  expense,  (f)  by  tmmll  repair  bills,  (g)  by  little  time 

.11    foi     n-ii.'ilrs. 

"There  is  not  a  day  passes  without  the  question  being  raised 
somewhere  in  the  United  States  in  a  pessimistic  manner  what 

we  doing  with  our  ships?  What  is  the  system  of  operation 
and  queries  of  kindred  character. 

"In  the  trying  days  which  began  in  the  early  part  of  1917, 
and  continued  long  after  the  signing  of  the  armistice,  no  one 
raised  these  questions.  No  one  questioned  the  wisdom  of  build- 
inu  a  bridge  of  ships  that  would  span  the  ocean. 

"We  have  that  bridge  of  ships  today.  It  is  a  glorious  ac- 
iplishment  notwithstanding  the  flaws  which  we  must  admit 
will  always  be  found  after  the  completion  of  construction  work 
involving  the  spending  of  billions  of  dollars. 

"No  sane  man  questioned  the  wisdom  of  our  fathers  in  build- 
ing bridges.  In  those  days  they  charged  tolls  and  each  man  paid 
his  share  for  maintaining  the  bridge.  The  tollgate  is  still  found 
in  some  parts  of  this  country  and  each  man  willingly  bears  with 

condition.  Our  leading  port — New  York — is  spanned  by  a 
number  of  magnificent  bridges.  Hardly  a  city  confronting  a  body 
nl  water  does  not  possess  a  bridge  which  brings  it  in  closer  con- 
nection with  the  other  side  of  the  river. 

"I  have  often  wondered  whether  the  American  people  thor- 
oughly understood  that  by  means  of  ships  America  has  actually 
bridged  the  Atlantic,  and  in  doing  so  simply  carried  out  a  wise 
precaution  which  every  foresighted  citizen  advocates  in  connec- 
tion with  the  development  of  a  city  or  town  bordering  a  body  of 
water.'' 


PRICE  OF  SHIPPING  BOARD  VESSELS 

The   Traffic   World   Washington  Bureau 

Because  of  developments  in  connection  with  the  publication 
in  pamphlet  form  by  Martin  J.  Gillen,  of  New  York,  former 
assistant  to  John  Barton  Payne  when  the  latter  was  chairman  of 
the  Shipping  Board,  of  a  statement  and  resolution  with  regard 
to  fixing  the  price  of  ships,  submitted  to  the  board  by  Commis- 
sioner Goff,  officials  of  the  board  indicated  that  a  statement 
would  be  issued  soon  making  clear  the  board's  position  in  the 
matter. 

A  new  angle  in  the  matter  developed  with  a  declaration  by 
Commissioner  Goff  that  the  pamphlet  was  published  without  his 
knowledge  or  consent.  That  was  as  much  as  he  would  say  when 
pressed  for  an  explanation  except  that  he  declined  to  be  drawn 
into  any  controversy  about  the  pamphlet. 

Admiral  Benson,  chairman  of  the  board,  said  he  would  not 
discuss  the  matter  further,  except  in  a  formal  statement,  but 
that  the  board  would  not  sell  its  ships  at  "ridiculous  and  absurd 
prices,"  but  would  be  governed  by  the  terms  of  the  merchant 
marine  act  which  provides  for  the  sale  of  the  fleet  in  a  business- 
like manner.  He  said  the  board  was  making  efforts  to  sell  its 
wooden  ships  both  here  and  abroad  but  that  there  were  no 
prospective  buyers  at  this  time  because  of  the  slump  in  ocean 
traffic.  The  chairman  said  the  board  was  working  constantly 
toward  less  supervision  of  operators  of  the  board's  vessels,  but 
that  sufficient  supervision  would  be  retained  to  insure  efficient 
operation  and  maintenance  of  the  routes  the  board  had  estab- 
lished. 

The  bare-boat  charter  plan  is  receiving  serious  study,  the 
chairman  said.  He  also  said  the  board  would  take  up  soon  the 
question  of  guaranteeing  purchasers  of  ships  against  a  decline 
in  price. 

Representatives  of  the  Mississippi  Valley  Association  issued 
the  following  statement  in  regard  to  the  Gillen  pamphlet: 

"Members  of  Congress  and  representatives  in  Washington 
of  commercial  bodies  and  business  organizations  concerned  in 
the  maintenance  of  foreign  trade  routes  established  by  the 
United  States  Shipping  Board  under  the  American  merchant 
marine  act  are  evidencing  a  lively  interest  in  a  plan  proposed  by 
Commissioner  Guy  D.  Goff  of  the  Shipping  Board  to  dispose  of 
government  owned  steel  cargo  boats  at  approximately  $50  to 
$67.50  a  deadweight  ton,  or  from  $110  to  $160  a  headweight  ton 
under  prices  recently  paid. 

"Copies  of  the  Goff  proposal  bearing  the  title  of  'a  simple 
plan  to  establish  the  basic  principles  controlling  the  establish- 
ment of  ship  values  of  United  States  Shipping  Board  vessels.' 
found  their  way  today  to  the  desks  of  members  of  the  Senate 
and  House,  and  also  were  received  in  the  malls  at  the  offices  of 
shipping  companies  and  allied  organizations  here. 

"The  Goff  plan  was  mailed  from  the  office  of  Martin  J.  Gillen 
of  120  Broadway,  New  York  City,  who,  it  was  announced  on  a 
printed  slip,  collaborated  with  Commissioner  Goff  In  its  prepara- 
tion. Mr.  Gillen,  a  former  member  of  the  War  Industries  Board, 
and  subsequently  special  assistant  to  John  Barton  Payne  and 
\dmiral  W.  S.  Benson,  former  and  present  heads  of  the  Shipping 
Board,  is  now,  according  to  a  recent  issue  of  the  Marine  Journal, 
financial  adviser  to  J.  Mercandante,  president  of  the  Green  Star 
Steamship  Corporation. 

"Like  other  shipping  concerns,  the  Green  Star  Steamship 
Corporation  has  purchased  steel  cargo  boats  from  the  Shipping 


Board  at  prices  ranging  from  $165  to  $210  a  deadweight  ton  and 
would  be  beneficiaries.  If  the  Goff  proposal  should  be  accepted, 
as  regards  past  as  well  as  future  purchases.  The  benefit  accru- 
ing iioiu  past  purchases  would  result  from  the  stipulation  in  the 
iioff  plan  that  'all  contracts  made  with  pioneer  purchasers  of 
shipping  Board  boats  be  recalled  and  the  purchase  price  b« 
rewritten  on  the  basis  of  the  new  prices.' 

"It  is  provided  in  this  connection  that  all  profit  made  on  the 
boats  while  In  the  hands  of  the  pioneer  purchasers  be  taken  by 
the  government;  that  the  purchasers  be  paid  a  service  price  for 
the  management  of  the  boats  while  in  their  charge,  and  that 
Interest  charges  incurred  or  paid  be  adjusted  in  consonance 
with  the  new  prices  established. 

"Critics  of  the  Goff  plan  point  out  that  the  adoption  of  the 
new  prices  on  the  basis  suggested  would  require  the  government 
to  refund  to  the  so-called  pioneer  purchasers  many  millions  in 
accordance  with  the  contract  recall  provision  in  the  Goff  pro- 
posal. As  an  example,  it  was  said  that  under  this  agreement  the 
Shipping  Board  might  be  required  to  reimburse  or  credit  the 
Green  Star  Steamship  Corporation  to  the  extent  of  some  $3,000,- 
000  on  its  purchase  of  three  steel  cargo  ships  aggregating  29,089 
dead-weight  tons. 

"Opposition  to  the  Goff  plan,  which  was  presented  to  the 
Shipping  Board  on  January  5th,  and  which  has  not  yet  been 
acted  upon  by  that  body,  was  indicated  in  several  quarters  here, 
particularly  from  members  of  Congress  from  the  Central  West, 
the  West,  Gulf  and  South  Atlantic  states,  and  from  representa- 
tives here  of  commercial  bodies  in  those  sections  who  expressed 
fears  that  its  adoption  would  be  destructive  of  American  mer- 
chant marine  possibilities. 

"William  Allen,  a  member  of  the  Mississippi  Valley  Associa- 
tion and  Washington  representative  of  important  commercial 
organizations  in  New  Orleans,  is  among  those  who  believe  that 
approval  of  the  Goff  plan  would  precipitate  the  demolition  of  the 
Shipping  Board  before  the  purpose  of  the  merchant  marine  act, 
under  which  it  is  operating,  could  be  carried  out,  chiefly  in 
respect  to  the  establishment  of  foreign  trade  routes. 

"  'In  the  first  place,'  said  Mr.  Allen,  'the  Goff  plan  contem- 
plates that  in  making  sales  of  steel  cargo  boats  at  the  proposed 
low  deadweight  tonnage  rate  new  trade  routes  should  be  pro- 
tected in  so  far  as  possible."  That,  as  I  see  it,  is  the  danger  in 
this  proposal.  Protection  of  the  new  trade  routes  'in  so  far  as 
possible'  is  not  in  accord  with  the  letter  or  the  spirit  of  the 
Merchant  Marine  Act,  which  makes  it  mandatory  upon  the 
Shipping  Board  to  develop  and  maintain  new  trade  routes  until 
their  success  is  assured  or  their  feasibility  is  determined. 

"  'While  I  doubt  if  all  the  government  steel  cargo  ships 
would  be  sold  even  at  these  prices  under  present  conditions  of 
depressed  freights  and  financial  stringency,  to  place  government 
owned  ships  on  the  market  without  restriction  on  a  basis  of 
approximately  $50  to  $67.50  a  deadweight  ton  would  mean  that 
a  certain  number  of  the  very  best  ships  would  be  purchased  by 
private  concerns,  which  would  operate  the  ships  in  all  proba- 
bility over  old  routes  from  North  Atlantic  ports,  thus  abandoning 
routes  now  being  maintained  from  Gulf,  South  Atlantic  and 
Pacific  ports,  or  leave  the  least  desirable  class  of  boats  for  these 
operations.  The  ultimate  result  of  this  would  be  a  return  to  the 
old  order  of  restricted  ocean  gateways  and  a  sadly  limited 
American  merchant  marine. 

"  'I  believe  I  express  the  sentiment  of  all  members  of  the 
Mississippi  Valley  Association,  as  well  as  the  commercial  and 
shipping  interests  of  that  vast  and  important  section  of  the 
country,  when  1  say  that  as  much  as  it  is  desired  to  encourage 
private  concerns  to  operate  American  ships,  no  policy  is  eco- 
nomically sound  that  contemplates  the  closing  of  a  large  per- 
centage of  American  ports  which  are  steadily  growing  in 
importance  as  export  gateways  through  the  medium  of  existing 
law.  As  I  see  it,  the  Goff  plan  is  just  another  step  toward  a 
return  to  the  monopoly  of  the  old  days  that  placed  the  shipping 
interests  of  America  in  the  hands  of  a  few  individuals,  some  of 
them  closely  allied  with  the  British  Admiralty.  Our  ships  should 
be  operated  for  all  America,  and  not  for  one  section  of  the 
country.'  " 

PARCEL  POST  TO  FRANCE 

Tlie   Traffic   World   Washington  Bum* 

Postmaster-General  Burleson  has  signed  an  agreement  with 
the  postal  administration  of  Prance,  effective  February  1,  1921. 
increasing  the  maximum  weight  limit  on  parcel  post  packages 
exchanged  between  the  United  States  and  France  from  eleven 
pounds  to  twenty-two  pounds.  This  includes  not  only  continen- 
tal United  States  and  continental  France,  but  the  island  posses- 
sions of  the  United  States  and  the  colonies  of  France,  that  IB, 
Corsica,  Algeria,  Tunis,  French  Morocco  and  the  Principality  of 
Monaco. 

"This  arrangement  doubling  the  maximum  weight  limit  of 
our  parcel  post  to  France  has  been  the  subject  of  negotiations 
for  several  months,  Including  personal  conferences  between 
postal  officials  of  the  two  countries,  and  is  a  further  step  in  the 
efforts  of  the  Post  Office  Department  to  increase  to  exporters  and 
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other  patrons  of  the  service  the  facilities  afforded  through  the 
international  parcel  post,"  the  Post  Office  Department  said. 

"The  agreement  referred  to  also  includes  provision  for  t 
introduction  of  the  insurance  feature  in  connection  with  the 
parcel  post  between  the  United  States  and  France  at  such  time 
as  the  necessary  authority  is  obtained  by  the  United  States 
Post  Office  Department,  through  legislation,  and  it  is  hoped  that 
this  facility  may  be  made  available  to  the  patrons  of  the  service 
in  both  countries  early  during  the  fiscal  year  commencing  July. 
1,  1921." 

COST  OF  MAINTAINING  SHIPS 

The  Traffic   World   Washington  Bureau 

"Our  cost  of  maintenance  is  much  too  high  and  must  come 
down."  said  Admiral  Benson,  chairman  of  the  Shipping  Board. 
in  an  address  before  the  members  of  the  Marine  Engineers' 
Beneficial  Association  at  Washington,  January  17. 

"In  the  operation  of  our  vessels  and  in  their  repair  you 
are  one  of  the  very  foundation  stones.  It  is  you  who  have  to 
keep  the  motive  power  and  all  auxiliaries  going  and  it  is  you 
who  submit  the  repair  lists.  We  spend  75  per  cent  of  our  money 
for  repairs  in  your  department. 

"We  are  in  a  highly  competitive  market.  Perhaps  the 
largest  single  item  of  expense  is  repairs.  Foreign  competitors 
arrange  to  have  as  few  repairs  as  possible  and  to  do  as  much 
of  the  running  repairs  with  the  ship's  force  as  possible.  It  is 
essential  that  we  do  the  same. 

"Foreigners  have  no  overtime  and  we  must  have  as  little 
as  possible." 

Admiral  Benson  said  the  board  was  tying  up  ships  every 
day  because  they  were  not  making  expenses  and  that  unless 
economy  was  practiced  to  the  utmost  many  more  vessels  would 
be  taken  out  of  operation.  He  made  a  special  appeal  to  the  en- 
gineers to  cut  out  overtime  charges,  which,  he  said,  caused  a 
great  deal  of  the  expense  in  connection  with  ship  repair  work. 


CLAIMS   OF  WOOD   SHIP-BUILDERS 

The   Traffic   World   Washington  Bureau 

The  Shipping  Board  made  public  the  following  resolution, 
January  17,  with  respect  to  claims  of  builders  of  wooden  ships: 

Whereas.  It  appears  that  claims  of  many  contractors  arising 
out  of  construction  of  wooden  ships  or  for  the  cancellation  of  wooden 
&hip  contracts  have  not  been  adjusted  and  settled  or  otherwise 
disposed  of:  and. 

Whereas.  It  is  proper  that  all  such  claims  should  be  promptly 
settled,  adjusted  or  otherwise  disposed  of:  he  it  therefore, 

Resolved.  That  the  Construction  Claims  Board  be,  and  it  is 
hereby  authorized  and  directed  to  forthwith  proceed  with  the  ex- 
amination of  the  facts  concerning  the  aforesaid  claims  of  the 
wooden  shipbuilders  and  to  submit  to  the  board  of  trustees  of  the 
Emergency  Fleet  Corporation  and  the  United  States  Shipping  Board 
its  recommendations  for  the  settlement,  adjustment  or  disposi- 
tion of  all  such  claims. 


CONTROL    OF    INLAND   WATERWAY   CARRIERS 

The  New  York  Board  of  Trade  and  Transportation  adopted 
a  resolution,  January  12,  condemning  what  it  sees  as  an  at- 
tempt of  the  Shipping  Board  to  extend  its  control  over  vessels 
operated  on  inland  waters  other  than  the  Great  Lakes.  This, 
it  alleges,  the  Board  is  doing  by  "promulgating  interpretations 
of  existing  laws  which,  if  sustained  or  tolerated,  would  bring 
such  inland  water  craft  under  Shipping  Board  control."  Such 
a  course,  the  resolution  says,  "would  not  only  conflict  with  the 
legal  functions  of  the  Interstate  Commerce  Commission,  but 
would  tend  to  stifle  and  destroy  the  efficiency  of  inland  water 
carriers  and  be  an  irreparable  injury  to  the  commerce  of  the 
country." 


HAVANA    SHIPPING    CONDITIONS 

A  cablegram  received  by  the  Department  of  Commerce 
from  Havana,  Cuba,  dated  January  7,  states  that  74  American 
vessels  are  now  in  the  harbor.  The  only  element  of  importance 
in  the  situation  seems  to  be  the  effort  of  the  government  to 
influence  private  warehouse  owners  to  bond  them  for  additional 
storage.  In  order  to  avoid  delay  in  sending  packages  as  ex- 
press or  freight,  the  parcels  post  is  much  better  for  merchan- 
dise of  small  bulk.  There  is  no  change  for  the  better  in  condi- 
lions  at  the  port  of  Havana.  Owing  to  the  fact  that  government 
)fflces  were  closed  for  the  holidays  and  were  operating  only  a 
part  of  the  time  until  January  7,  custom-house  clearances  were 
considerably  below  normal,  being  288.745  packages  for  the  past 
.  as  compared  with  290,000  for  the  week  previous. 

NON-COMPLIANCE    WITH    MERCHANDISE    MARKS    ACT 

(Commerce    Reports) 

In   splto  of  repeated  warnings   in   Commerce  Reports    (see 

Tariff  Notes.  No.  6,  p.  186;   No.  21,  p.  167;   No.  22,  p. 

:  and  No.  27,  p.  94)  and  through  correspondence,  some  Ameri- 

;an  exporters  to  British  India  still  seem  to  ignore  the  provisions 

•king  country  of  origin,  as  prescribed  by  the   Merchan- 

lls*-  Marks  Act   of  British   India.     In  connection  with   a   recent 


shipment  of  dry  goods  by  an  American  firm,  the  collector  of 
customs  found  14  items  that  were  not  marked  according  to  law 
and  imposed  a  total  fine  of  540  rupees.  Most  of  the  items  bore 
descriptions  in  the  English  language  which  were  not  accom- 
panied by  the  name  of  the  country  of  origin.  In  several  cases 
involving  fabrics,  the  fine  was  imposed  for  failure  to  stamp  the 
yardage.  In  the  case  of  hosiery,  it  was  ruled  by  the  customs 
authority  that  the  country  of  origin  must  be  stated,  not  only 
on  the  box  label  but  also  on  the  bands. 

SHIPPING  BOARD  COAL 

The  Shipping  Board  received  57  bids  on  approximately 
2,000,000  tons  of  coal  January  14,  the  prices  ranging  from  $6  to 
$13.25  a  ton.  Admiral  Benson,  chairman  of  the  board,  said  no 
long-time  contracts  would  be  executed  because  of  the  unstable 
condition  of  the  market. 


CHANGES  IN  RECONSIGNING  RULES 

The  National  Industrial  Traffic  League  has  sent  to  members 
a  report  of  the  joint  conference  between  a  sub-committee  of  the 
League  and  representatives  of  the  carriers  regarding  proposed 
changes  in  reconsigning  rules.  Carrying  out  the  instructions 
of  the  League  at  the  annual  meeting  in  New  York  November 
18  and  19,  a  sub-committee  of  the  League's  committee  on  diver- 
sion and  reconsignment  held  a  conference  with  representatives 
of  the  carriers  relative  to  proposed  changes  in  reconsigning  rules, 
having  particular  reference  to  the  provisions  of  the  Commis- 
sion's decision  in  I.  C.  C.  10457,  59  I.  C.  C.  73.  The  League,  in  its 
report,  gives  a  memorandum  of  the  conference  in  question  which 
was  held  at  New  York  January  5,  and  says  the  matter  has 
already  been  brought  to  the  attention  of  the  traffic  executives 
with  request  that  the  tariffs  be  amended  at  the  earliest  possible 
date. 

The  representatives  of  the  League  at  the  conference  were: 
W.  H.  Chandler,  T.  M.,  Boston  Chamber  of  Commerce;  H.  D. 
Rhodehouse,  T.  M.,  Youngstown  Chamber  of  Commerce;  J.  P. 
Haynes,  Commissioner,  Traffic  Bureau,  Sioux  City  Chamber  of 
Commerce.  Those  representing  the  carriers  were:  A.  R.  Smith, 
V.  P.,  Louisville  &  Nashville  R.  R.;  Jas.  Webster,  A.  T.  M.,  New 
York  Central  Lines;  S.  H.  Johnson,  V.  P.,  C.  R.  I.  &  P.  Ry. 
(Represented  by  Mr.  A.  MacKenzie). 

The  League's  memorandum  follows: 

"In  accordance  with  the  understanding  at  conference  on 
December  14,  between  committee  representing  The  National 
Industrial  Traffic  League  and  traffic  executives  of  Eastern,  West- 
ern and  Southern  roads,  this  committee  had  been  appointed  to 
consider  pending  differences  between  carriers  and  shippers  in 
connection  with  reconsignment  regulations. 

"Representatives  of  the  League  requested  that  the  general 
changes  ordered  by  the  Commission  in  its  decision  in  Docket 
No.  10457  be  extended  to  reconsignment  in  general,  instead  of 
being  restricted  in  their  application  to  New  England  territory. 
Request  was  also  made  that  Rule  12  of  the  reconsignment  regu- 
lations be  modified  in  line  with  the  original  proposal  of  the 
carriers  in  I.  &  S.  Docket  No.  1050. 

"It  was  the  sense  of  the  meeting: 

_1. — That  the  provisions  of  the  Commission's  decision  in  Docket  Xo 
10457  should  he  made  general  in  their  application  and  not  restricted 
to  New  England  territory. 

2. — That  the  following-  note  be  added  to  Rule  12:  Note:  If  a  car 
has  been  placed  for  unloading  on  a  public  delivery  track  but  has  not 
been  unloaded  or  accepted  by  consignee  or  owner,  it  will  be  subject 
to  Rule  10. 

3. — That  the  following  be  added  to  Item  (a)  under  "Conditions": 
Shipments  that  have  broken  hulk  or  the  lading  of  which  has  been 
changed  in  any  way  will  not  be  considered  reconsignments.  but  will 
be  considered  re-shipments. 

"It  was  understood  that  the  traffic  executive  committee. 
Eastern  Territory,  would  be  requested  to  furnish  The  National 
Industrial  Traffic  League  with  the  proposed  changes  in  recon- 
signment rules  as  submitted  by  the  working  committee  at  meet- 
ing on  October  11-14,  inclusive,  and  the  explanations  formulated 
at  meeting  on  October  25-27,  it  being  pointed  out  to  the  repre- 
sentatives of  The  National  Industrial  Traffic  League  that  these 
are  but  tentative  regulations  which  have  not  been  adopted  but 
have  merely  been  taken  under  advisement  by  the  carriers  and 
are  referred  to  the  League  for  their  suggestions. 

"The  President  of  The  National  Industrial  Traffic  League 
undertook  to  communicate  with  the  director  of  traffic  of  the 
Interstate  Commerce  Commission,  advising  him  of  the  result  of 
this  conference  and  stating  that  copy  of  the  proceedings  will  be 
forwarded  to  him  by  the  secretary." 


NOTES   OF   M.  &  ST.   L. 

In  Finance  Docket  No.  1138,  the  Commission  has  authorize 
the  Minneapolis  &  St.  Louis  to  issue  promissory  notes  amount 
ing  to  $230,000  in  connection  with  the  purchase  of  five  passeng 
locomotives    from    the    American    Locomotive    Company.     The 
company  will  pay  $81,759  in  cash  for  the  engines.     The  note 
are  to  be  in  denominations  of  $1000  each,  payable  to  bearer, 
six  per  cent  payable  semi-annually. 
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REGULATION  OF  COAL  INDUSTRY 

The    'Iraffii.    IIVrM    II  athmalun    llnrean 

An  increase  in  the  .stiiiisl  Icul  work  <>t  the  Interstate  Com 
meice  Commission  will  result  if  the  bill  (S.  4828)  introduced  in 
Hi.'  Senate  by  Senator  Calder,  chairman  of  the  special  committee 
mi  reconstruction,  is  enacted  into  law.  The  bill  provides  for 
illation  oi  i he  coal  industry  largely  through  the  publication 
in  statistics,  and  in  time  of  emergency  would  vest  in  the  Presi- 
dent authority  to  control  the  di.si  i  ilmtion,  price  and  production 
of  coal. 

Kxecution  of  the  principal  provisions  of  the  bill  is  vested 
In  i  he  Federal  Trade  Commission,  while  the  Interstate  •Com- 
merce Commission  would  be  required  to  gather  and  compile 
Information  and  statistics  "on  the  ratings  of  mines  for  the  pur- 
pose of  distribution  of  coal  cars  thereto  and  the  percentage 
of  coal  car  rated  requirements  furnished,  the  loading,  move- 
ment, reconsignment,  and  unloading  of  coal  or  cars,  and  such 
other  information  relative  thereto  which  it  deems  of  public 
interest." 

"Primarily,  this  is  a  bill  to  provide  for  current,  regular, 
impartial  publicity  by  reports  through  government  agencies  of 
i  he  essential  facts  concerning  the  coal  industry  and  trade  for 
the  benefit  of  all  concerned,"  said  Senator  Calder. 

Hearings  on  the  bill  were  begun  this  week  before  the  Sen- 
ate committee  on  manufactures  and  an  effort  will  be  made  to 
have  both  houses  of  Congress  act  on  it  before  the  end  of  the 
mesent  session. 

Revision  of  mine  ratings  of  bituminous  coal  mines  should 
be  made  so  that  the  car  supply  would  more  nearly  conform  to 
the  output  of  each  mine,  Chairman  Clark,  of  the  Commission, 
testified  before  the  committee  at  the  beginning  of  the  hearings. 
He  said  mine  ratings  were  unusually  high  and  that  as  a  result 
the  car  shortage  last  summer  was  somewhat  exaggerated.  He 
said  the  way  to  avoid  coal  shortages  in  the  future  was  to  get 
more  cars. 

The  fact  that  there  are  mine  ratings  is  prima  facie  evidence 
that  the  car  supply  is  short,  the  commissioner  told  the  commit- 
tee. Many  mines  which  had  a  rating  of  100  cars  a  day  last  sum- 
mer could  in  fact  produce  only  70  cars  of  coal  a  day,  he  said, 
and  that  when  such  mines  got  50  cars  on  a  given  day,  they  were 
credited  with  only  a  50  per  cent  supply,  whereas  they  actually 
had  five-sevenths  of  the  number  of  cars  they  could  have  loaded. 
There  is  no  coal  shortage  at  present,  Clark  said,  because 
the  demand  has  fallen  off.  The  element  of  a  declining  market, 
he  believed,  accounted  more  for  the  lack  of  a  shortage,  rather 
than  the  fact  that  production  had  increased  or  that  the  car  sup- 
ply had  improved.  He  said  if  the  mines  had  had  a  100  per  cent 
car  supply  there  could  have  been  no  shortage,  because  of  lack 
of  transportation,  because  the  mines  could  have  produced  19,000,- 
000  tons  of  coal  a  week.  He  also  said  that  if  consumption  of 
coal  were  evenly  distributed  throughout  the  year  the  available 
supply  of  coal  cars  would  be  ample  but  that  that,  of  course,  was 
a  condition  that  does  not  obtain. 

Commissioner  Clark  was  questioned  by  members  of  the  com- 
mittee as  to  the  method  used  by  the  Commission  in  arriving 
at  the  valuation  of  $18,900,000,000  placed  on  the  property  of  the 
carriers  devoted  to  the  use  of  transportation  in  Ex  Parte  74. 
He  replied  that,  the  Commission  had  utilized  the  information 
slathered  by  the  Bureau  of  Valuation  in  arriving  at  its  con- 
clusions. 

Method   of  Valuation 

In  response  to  further  questioning  by  members  of  the  Senate 
manufactures  committee,  Chairman  Clark  outlined  the  method 
followed  by  the  Commission  in  arriving  at  the  valuation  of  $18.- 
'10,000  on  the  property  of  the  railroads.  . 

"Stocks  and  bonds  were  not  considered  at  all,"  said  Mr. 
Clark.  "The  question  of  capitalization  was  not  thought  of.  It  Is 

fair  value  as  closely  as  could  be  estimated  and  approximated 
at  that  time  of  the  physical  property  which  was  devoted  to  the 
transportation  service.  We  had  a  mass  of  information  gathered 
in  our  valuation  work,  which  is  not  in  complete  form  to  be  given 
out  in  the  form  of  reports  and  findings,  and  the  transportation  act 
specifically  authorized  us  to  avail  ourselves  of  that  information. 
We  availed  ourselves  of  all  the  information  we  could." 

In  reply  to  a  question  hy  Senator  Reed  of  Missouri,  Mr.  Clark 
said:  "I  repeat  that  we  did  not  regard  their  capitalization,  their 
stocks  or  their  bonds  in  any  way  whatsoever,  and  we  declined 
to  accept  their  book  value  as  a  basis." 

"Does  that  $18,900,000,000  Include  the  percentage  arising 
from  the  increase  in  the  value  of  materials  and  property  in  re- 
cent years,  since  the  roads  were  constructed?"  asked  Senator 
Jones  of  New  Mexico. 

"No,  it  does  not  attempt  to  equate  the  values,"  said  Mr.  Clark. 
"The  principal  figures  that  we  used  in  our  value  are  as  of  1913 
and  1914.  We  fixed  the  price  units  on  a  given  railroad  valuation 
as  of  June  30.  1914.  Those  price  units  we  think  were  accurate, 
and  they  were  based  on  experience  of  a  series  of  years  in  the 
up  to  that  date,  and  the  prices  then  prevailing,  for  the  de- 
termination of  what  was  up  to  that  time  the  normal  price  for 
fixing  the  value  of  a  box  car,  a  piece  of  track  or  anything  else. 


If.  on  a  given  railroad,  we  had  m:nl>-  nin  11*111  •  •,  on  the  bftuls  of 
the  valuation  established,  nay,  of  June  30,  1913,  we  then  com- 
imied  the  value  of  what  the  railroad  had  at  that  time.  All  that 
had  been  put  In  since  that  time,  added,  has  been  computed  on 

its    COSt." 

Then  the  valuation  which  you  have  put  upon  the  railroad*  IM 
based  more  largely  on  cost  than  on  present  value,  IH  It  not?" 
asked  Senator  Jones  of  New  Mexico. 

"Yes,  sir,"  replied  Mr.  Clark.  "It  is  based  on  three  different 
values  that  we  determined.  First,  the  cost  of  reproduction  as  of 
the  date  of  valuation,  then  upon  the  cost  of  reproduction  less  de- 
preciation, which  represents  the  depreciated  condition  of  the 
property  as  of  that  date,  and  then  the  actual  cost  to  date." 

Commissioner  Clark  said  that  it  would  be  Idle  to  talk  of 
making  rates  that  would  yield  a  return  of  5'/2  or  6  per  cent  on  a 
valuation  of  $40,000,000,000  because  the  traffic  would  not  bear 
such  rates.  He  made  that  comment  after  Haying  that  If  the 
value  of  the  roads  In  1915  had  been  20  billion  dollars  and  price* 
increased  100  per  cent  between  that  date  and  1920,  the  value  on 
the  roads  would  be  40  billion  dollars.  He  said  in  some  Instances 
It  had  developed  that  rates  were  too  high  to  move  the  traffic, 
but  that  these  were  confined  to  local  cases. 

"We  did  not  have  any  mathematical  rule  in  getting  the  valua- 
tion," he  added.  "We  made  every  human  effort  by  investigating 
carefully  through  a  series  of  years  prior  to  1914  to  arrive  at  a 
fair,  normal  value  in  normal  times." 

In  a  letter  to  Senator  Calder,  chairman  of  the  Senate  com- 
mittee on  reconstruction,  which  heard  testimony  on  various 
phases  of  the  coal  situation  and  submitted  a  bill  for  the  regula- 
tion of  the  industry  as  the  result  of  the  hearings,  J  D.  A 
Morrow,  vice-president  of  the  National  Coal  Association,  charges 
that  the  association  did  not  have  a  fair  opportunity  to  answer 
charges  made  against  it.  Mr.  Morrow  asks  for  the  return  of 
the  records  of  the  association  which  were  taken  by  the  com- 
mittee and  withdrew  his  request  to  be  heard  further  by  the 
committee.  Among  other  things,  Mr.  Morrow  discussed  Service 
Orders  Nos.  10  and  11  in  his  letter  as  follows: 

"In  the  examination  of  witnesses  before  your  committee 
the  charge  was  entertained  and  given  wide  publicity,  that  Inter- 
state Commerce  Commission  Service  Order  No.  10,  issued  for  the 
purpose  of  increasing  coal  shipments  to  the  Northwestern  states 
and  that  Service  Order  No.  11,  issued  to  increase  the  coal 
movement  to  New  England,  were  really  designed  to  effect  the 
cancellation  and  abrogation  of  coal  contracts  and  did  result  in 
such  cancellation  and  a  consequent  marked  increase  in  the 
price  of  coal.  The  evidence  in  our  own  records'  shows  conclu- 
sively that  our  recommendation  of  these  two  service  orders  was 
conditioned  upon  an  immediate  increase  in  car  supply  at  the 
coal  mines  sufficient  to  enable  the  mine  operators  to  ship  5,000,- 
000  additional  tons  of  bituminous  coal  monthly,  and  that  these 
service  orders  were  designed  and  intended  simply  to  direct  the 
flow  of  that  increased  output  which  accordingly  would  not  have 
interfered  in  any  manner  with  the  deliveries  which  contract 
customers  were  already  obtaining  upon  their  contracts.  More- 
over, there  was  never  at  any  time  any  intention  to  have  these 
orders  cancel  or  abrogate  contracts  nor  did  they  have  that 
effect.  Far  from  increasing  the  price  of  coal,  the  evidence 
shows  that  the  price  of  bituminous  coal  in  the  open  market 
began  to  recede  from  the  first  week  in  August,  when  these 
orders  became  effective,  and  steadily  continued  to  decline  there- 
after as  a  direct  result  of  the  two  orders  'referred  to  in  con 
junction  with  Service  Order  No.  7. 

"It  has  also  been  charged  that  the  Northwest  had  contracted 
for  14,000,000  tons  of  soft  coal  last  spring  at  $3.50  per  ton  or 
less,  and  that  the  effect  of  Service  Order  No.  10  was  to  cancel 
these  contracts  and  to  permit  the  shipment  of  that  tonnage  at 
high  spot  market  prices.  We  have  Irrefutable  evidence  to  prove 
that  the  Northwest  never  had  14,000,000  tons  of  coal  under  con- 
tract last  spring  at  $3.50  per  ton  nor  at  any  other  price  nor 
anything  like  the  tonnage  named." 

The  "outlaw"  switchmen's  strike  In  the  spring  of  1920,  fol- 
lowing closely  on  the  bituminous  coal  miners'  strike  late  in  the 
fall  of  1919,  were  two  important  factors  which  contributed  to  the 
"most  acute  car  shortage  in  history,"  according  to  a  letter  writ 
ten  by  George  Otis  Smith,  director  of  the  United  States  Geologi- 
cal Survey,  to  Senator  Edge,  of  New  Jersey,  a  member  of  the 
Senate  committee  on  reconstruction  which  has  been  investigat- 
ing the  coal  situation.  The  letter,  in  part,  was  made  public  by  the 
National  Coal  Association. 

"The  effect  on  the  production  and  distribution  of  coal  was 
immediate  and  far-reaching,"  said  Mr.  Smith,  referring  to  the 
switchmen's  strike.  "Production  fell  to  8,000,000  or  9,000.000  tons 
a  week,  and  throughout  the  month  of  April  and  most  of  May  the 
weekly  rate  of  production  was  less  than  the  current  consumption 
plus  the  exports.  At  the  p«ime  time  coal  already  loaded  into 
cars  was  held  up  and  prevented  from  reaching  the  consumer." 

Mr.  Smith  said  the  declaration  of  an  emergency  by  the  Inter- 
state Commerce  Commission  was  justified  by  the  facts.  The 
entire  situation,  he  said,  caused  a  decided  rise  in  the  price  of 
coal. 

"Consumers,  unable  to  obtain  the  coal  they  needed,  and  un 
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[•ertain  when  the  congestion  of  transportation  caused  by  the 
swUchmra' strike  would  end  and  permit  the  resumption  of  nor- 
mal co"l  shipments,  bid  against  one  another,  sometimes  against 
themselves."  

SENATOR  WANTS  LOWER  RATES 

The   Traffic,  Worla   Washington  Bureau 

"Both  freight  and  passenger  rates  are  too  high  and  should 
be  revised  downward,"  said  Senator  Trammell,  of  Florida,  m 

thC  Dec*aringaexfsIUng4'rates  to  be  a  "peril  that  hangs  over  the 
farming  interests  of  our  country,  particularly  the  producers  of 
perishable  products,"  Senator  Trammell  said: 

"I  refer  to  the  excessive  freight  rates  that  are  being  charged 
upon  perishable  products.  With  the  enormous  increase  which 
was  made  upon  all  other  commodities,  a  like  increase  was  made 
upon  citrus  fruits,  upon  the  products  of  the  truck  farm,  upon 
peaches,  apples,  and  other  fruits  in  other  sections,  and  including 
all  those  products  that  may  be  generally  classed  as  perishable 
products.  In  my  State  to-day  the  .producers  are  being  con- 
fronted with  a  condition  which  requires  them  to  market  then- 
products  at  the  pre-war  prices  and  at  the  same  time  they  are 
being  charged  extortionate  freight  rates  that  were  fixed  at  a 
time  when  the  prices  of  all  commodities  were  high,  and  nat- 
urally fixed  at  a  time  when  the  producer  was  better  able  and  the 
consumer  was  better  able  to  pay  upon  the  basis  of  the  increased 
freight  rates. 

"I  wish  to  bring  to  the  attention  of  the  Senate,  and  also  to 
the  attention  of  the  Interstate  Commerce  Committee,  a  telegram 
received  by  me  from  the  president  of  the  FJLorida  Citrus  Fruit 
Exchange: 

Your  aid  and  assistance  is  asked  for  movement  we  have  started  for 
institution,  prewar  freight  rates  as  emergency  rates  now  to  enable 
movement  of  crops  to  market.  During  past  30  days  wholesalers  and 
retailers  have  scaled  down  prices  and  accepted  enormous  adjustment 
losses,  thereby  stimulating  buying  demand  but  at  lessened  purchasing 
power.  New  level  of  prices  must  be  recognized  and  cost  of  production, 
gathering,  packing,  and  transportation  reduced  sufficiently  to  yield 
profit  to  producers  on  new  prices.  Apparently  neither  railroads  nor 
producers  prosperous  under  present  conditions.  Producers  of 
perishable  foodstuffs  are  being  compelled  to  sell  their  products  at 
prewar  prices,  and  it  is  going  to  he  necessary  for  carriers  to  offer 
transportation  on  some  basis  of  readjustment  which  will  allow  these 
products  to  go  forward,  thus  avoiding  loss  to  railroads  of  this  immense 
tonnage  and  misfortune  to  producers.  Unless  relief  is  given  many 
farmers  will  be  ruined  and  our  state  tremendously  damaged. 

"I  think  the  condition  is  one  that  calls  for  and  demands 
some  immediate  relief.  There  are  two  courses  through  which 
this  relief  can  be  granted.  One  is  by  a  voluntary  action  on  the 
part  of  the  railroads  of  the  country  that  are  handling  this 
perishable  freight — and  they  should  extend  the  relief.  The 
other  is  an  enactment  by  Congress  calling  upon  the  Interstate 
Commerce  Commission  to  take  steps  immediately  to  revise  the 
tariff  upon  perishable  products  to  meet  the. situation.  It  is  not 
only  detrimental  to  the  producer  of  the  perishable  foodstuff  to 
be  subjected  to  excessive  and  exorbitant  freight  rates,  but,  in 
my  opinion,  it  is  detrimental  to  the  interests  of  the  transporta- 
tion companies. 

"If  you  discourage  and  hamper  production,  if  you  curtail  the 
activities  in  any  particular  industry  which  furnishes  business 
to  the  transportation  companies,  you  necessarily  reduce  the 
railroad  tonnage  and  affect  the  business  of  the  common  carrier. 
I  was  apprehensive  when  Congress  enacted  the  present  railroad 
law,  especially  for  the  interests  of  my  own  state,  that  it  was 
authorizing  rates  which  would  prove  very  detrimental  and 
serious  to  our  industries,  more  particularly  to  the  citrus  fruit 
industries  and  to  the  producers  of  perishable  products  generally. 
I  opposed  the  measure  because  I  feared  the  rates  would  be  fixed 
too  high. 

"Perishable  products  have  to  be  placed  on  the  market  at  a 
given  time.  They  have  to  be  offered  for  sale  when  matured, 
and  can  not  be  marketed  over  an  extended  period,"  as  may  be 
done  with  more  staple  products.  Consequently,  if  you  have  an 
exorbitant  and  excessive  freight  rate,  your  perishable  products 
do  not  carry  into  the  markets  where  they  are  sold  an  increased 
price  on  account  of  the  excessive  rates.  The  farmer,  the  fruit 
grower,  is  willing  to  pay  reasonable  transportation  charges,  but 
he  does  not  wish  to  give  all  his  profit  to  the  common  carriers. 

"I  bring  the  matter  to  the  attention  of  the- Senate,  believing 
that  the  situation  is  a  serious  one,  and  that  if  the  railroads  will 
not  voluntarily  co-operate  with  the  producers  of  perishable  food- 
stuffs Congress  should  take  some  action  tfiat  will  furnish  relief. 
and  that  at  an  early  date.  Both  freight  and  passenger  rates  are 
too  high  and  should  be  revised  downward." 

In  the  bill  which  Senator  Trammell  introduced  providing  for 
amendment  of  the  rate-making  section  of  the  transportation 
act  so  that  the  carriers  would  be  authorized  to  make  rates  that 
would  produce  returns  of  not  exceeding  4  per  centum  of  the 
aggregate  property  value  of  the  railroads,  there  is  a  discrepancy 
?tween  the  "preamble"  and  Section  2  of  the  bill  in  that  the 
preamble  declares  for  a  maximum  of  4  per  cent  while  the  effect 

Section  2  would  simply  be  to  substitute  4  per  cent  for  R'A 
per  cent  in  the  rate-making  section,  and  not  change  or  eliminate 


the  provision  allowing  the  Commission  to  add  one-half  of  1  per 
cent  for  non-productive  improvements.  Senator  Trammell,  when 
questioned  about  the  bill,  said  he  did  not  intend  to  disturb  the 
latter  provision.  The  bill  as  drawn,  however,  is  conflicting,  in 
that  it  declares  for  a  maximum  of  4  per  cent  while  it  provides 
for  a  change  in  the  law  in  such  a  way  that  a  maximum  of  4% 
per  cent  would  be  allowed. 

RAILWAY  REVENUE  NEEDS 

The  Traffic   World   Washington   Bureau 

The  amount  of  net  railway  operating  income  which  Class  I 
carriers  should  earn  in  each  month  of  1921  to  make  a  return  of  6 
per  cent  on  the  valuation  of  their  properties  as  fixed  by  the  Com- 
mission has  been  computed  as  follows  by  the  Bureau  of  Railway 
Economics:  January,  $67,272,000;  February,  $56,599,000;  March, 
$81089000-  April,  $80,487,000;  May,  $92,736,000;  June  $99,073,000; 
July,  $90,585,000;  August,  $104,344,000;  September,  $109,236,000; 
October,  $112,435,000;  November,  $99,286,000;  December,  $86,- 
858,000;  total,  $1,080,000,000. 

The  valuation  used  by  the  Bureau  is  that  of  the  Interstate 
Commerce  Commission  in  Ex  Parte  74,  adjusted  to  apply  to  the 
railways  of  Class  I  only,  the  total  valuation  of  Class  I  properties 
being  placed  at  $18,000,000,000. 

REPAIRS  IN^UTSIDE  SHOPS 

S.  M.  Felton,  president  of  the  Chicago  Great  Western  rail- 
road, has  issued  the  following  statement: 

"With  reference  to  charges  recently  made  by  the  spokesmen 
of  the  railroad  brotherhoods  regarding  alleged  waste  of  money 
by  the  railroad  companies  through  having  locomotives  and  cars 
repaired  in  the  plants  of  equipment  manufacturers,  the  following 
are  the  facts:  First,  when  the  railways  were  returned  to 
private  operation  on  March  first,  they  were  confronted  with  the 
necessity  of  handling  an  unprecedentedly  large  freight  business. 
As  a  result  of  hard  usage  and  inadequate  maintenance,  an 
abnormal  number  of  their  locomotives  and  cars  needed  heavy 
repairs  to  enable  them  to  handle  the  large  freight  business. 
Second,  while  the  amount  of  repairs  of  equipment  needed  was 
unprecedentedly  large,  the  capacity  of  their  shops  for  making 
repairs  was  actually  less  'than  in  former  years.  This  was  due 
chiefly  to  the  establishment  of  the  eight  hour  day,  to  the  aboli- 
tion of  piece  work,  to  shortage  of  labor  and  to  other  causes  for 
which  the  railway  companies  were  not  responsible.  The  railway 
companies  worked  their  shops  to  the  limit  of  their  capacity,  ia 
most  cases  running  ten  hours  a  day,  which  made  it  necessary 
for  them  to  pay  large  amounts  for  overtime.  Some  of  them 
were  unable,  however,  to  do  in  their  own  shops  all  the  repair 
work  required,  and  they  gave  this  surplus  work  to  outside  plants. 
Third,  the  amount  of  this  surplus  work  given  to  outside  plants 
was  relatively  very  small.  The  spokesmen  of  the  labor  brother- 
hoods charged  the  railways  of  the  entire  country  had  six  hun- 
dred and  seventeen  locomotives  repaired  in  outside  plants.  The 
railways  have  over  65  thousand  locomotives.  Therefore,  the 
number  mentioned  by  spokesmen  of  the  railroad  brotherhoods, 
even  if  correct,  which  I  doubt,  is  less  than  one  percent  of  the 
total  number  of  locomotives.  The  spokesmen  of  the  railway 
brotherhoods  criticize  because,  as  they  charge,  thirty  thousand 
freight  cars  were  given  to  outside  plants  to  repair.  The  rail- 
ways have  two  million,  four  hundred  thousand  freight  cars,  and, 
therefore,  the  number  mentioned  is  less  than  one  and  three- 
tenths  per  cent  of  the  total  number  of  freight  ears.  The  amount 
of  work  given  to  outside  shops  was  extremely  small  compared 
to  the  amount  of  repair  work  done  in  the  shops  of  the  railways. 
This  repair  work  was  given  to  outside  plants  only  when  the 
demands  of  traffic  were  extraordinarily  large  and  when  it  was 
regarded  as  imperative  to  get  the  available  equipment  into  shape 
as  rapidly  as  possible.  The  orders  for  repairs  in  outside  plants 
were  rapidly  reduced  or  cancelled  when  the  freight  business 
began  to  decline.  Reductions  in  their  shop  forces  which  many 
railways  have  made  recently,  like  reductions  in  repair  work 
given  to  outside  plants,  have  been  due  to  the  decline  in  freight 
business  and  not  to  motives  attributed  to  the  railways  by  spokes- 
men of  the  brotherhoods.  The  entire  subject  of  repairs  to 
equipments  is  to  be  investigated  by  the  Interstate  Commerce 
Commission,  and  the  facts  presented  at  that  investigation  will 
substantiate  all  that  I  have  said  in  this  statement." 


C.  &  W.   I.   LEASE 

The  Chicago  &  Eastern  Illinois  has  applied  to  the  Commis- 
sion for  an  order  authorizing  the  execution  in  its  behalf  of  a 
lease  dated  September  1,  1920,  between  the  Chicago  &  Western 
Indiana  and  its  five  proprietary  tenant  companies  of  which  the 
C.  &  E.  I.  is  one.  Under  the  lease  each  of  the  five  tenant  com- 
panies would  be  obligated  to  pay  a  certain  additional  rental  to 
provide  a  sinking  fund  for  a  bond  issue  of  the  Chicago  &  West- 
ern Indiana.  The  Chicago  &  Western  Indiana  is  a  terminal 
property  owned  by  the  five  tenant  companies,  which  also  lease 
the  property.  The  application  involves  a  joint  supplemental 
lease  designed  to  give  the  C.  &  W.  I.  additional  revenue  with 
which  to  accumulate  a  sinking  fund  under  one  of  its  bond  issues. 


January  L'l'. 
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CLAYTON  ACT  AMENDMENT 

The   Traffic    World    U'ashington   liurtau 

U'iih  ihc  submission  of  testimony  by  Ben  B.  Cain,  of  the 
American  Short  Line  Railroad  Association,  and  Glenn  E.  Plumb, 
counsel  for  the  organized  railway  employes,  January  14,  hear- 
ings on  the  Frellnghuysen  bill  providing  for  repeal  of  section 
10  of  the  Clayton  anti-trust  act  and  modification  .of  that  leglsla- 
i  ion  in  the  form  of  an  amendment  to  the  transportation  act  were 
c  imclucled  before  the  Senate  Interstate  commerce  sub-committee. 
Senator  Townsend,  acting  chairman  of  the  committee,  said  an 
•  •M'cutive  session  would  be  held  as  soon  as  the  testimony  had 
in -.'I!  printed  and  action  taken  thereon. 

Mr.  Cain  urged  that  the  "obnoxious  features"  of  section  10 
be  eliminated,  declaring  that,  under  the  law  as  it  stands,  no 
trunk  line  would  desire  to  acquire  short  lines.  He  said  the 
"only  ultimate  salvation  of  the  short  line  is  its  absorption  by 
a  trunk  line."  He  said  the  short  lines  favored  the  bill  as 
amended  by  the  Interstate  Commerce  Commission  and  that  as  a 
« hole  it  was  satisfactory  to  them.  He  said  they  felt  that  all 
waste  should  be  prohibited  and  made  impossible. 

Mr.  Plumb  approved  the  suggestions  made  by  the  Commis- 
sion. He  said,  as  amended  by  the  Commission,  the  proposed 
legislation  was  satisfactory  as  far  as  it  went,  but  that  it  did  not 
go  to  the  "real  evil"  of  great  financial  institutions  controlling 
1  mill  railroad  companies  and  supply  companies,  although  the  men 
actually  in  charge  of  those  companies  had  no  interest  in  both 
classes  of  companies. 

"There  has  grown  up  in  the  administration  of  our  railways," 
said  he,  "a  general  custom  prevalent  with  most  railway  officials 
and  directors  whereby  such  officials  and  directors  have  become 
interested  in  or  also  represent  concerns  with  which  the  rail- 
ways have  dealings.  So  general  is  this  custom  that  we  find 
now  represented  upon  the  railway  directorate  groups  of  men 
who  also  act  as  directors  for  financial  institutions  and  manu- 
facturing and  contracting  concerns  with  which  the  railway  com- 
pany represented  by  such  directors  must  necessarily  have  ex- 
tensive dealings.  A  few  years  ago,  in  the  20-year  period  prior 
to  1900,  these  officials  and  individuals  were  in  many  cases  per- 
sonally interested  through  the  ownership  of  stock  or  securities 
in  both  the  railway  company  which  they  represented  and  the 
concerns  with  which  the  company  had  dealings.  In  the  past 
20-year  period  this  is  becoming  less  and  less  the  standard 
state  of  facts.  Today  railway  directors  and  officials  have  little 
or  no  personal  interest  in  the  railways  they  officer  and  in  all 
probability  smaller  personal  interests  in  the  outside  concerns 
in  which  they  also  are  officers  and  directors. 

"As  the  railways  have  gradually  passed  into  the  control  of 
great  financial  interests  under  gradual  absorption  of  railway 
corporations  into  great  groups  or  systems  under  the  control  of 
a  single  or  associated  group  of  financiers,  with  this  centraliza- 
tion it  has  become  the  custom  to  appoint  men  of  recognized  or 
supposed  managerial  ability  as  directors  or  officials  of  the  rail- 
ways these  interests  control,  regardless  of  the  extent  of  the 
personal  investments  of  such  appointees  in  the  properties  they 
were  managing.  In  like  manner  control  of  the  great  supply 
corporations  has  been  acquired  by  the  same  financial  interests 
and  these  industries  also  are  officered  and  directed  by  men 
selected  by  these  financial  interests  for  their  recognized  or  sup- 
posed ability,  not  because  they  were  personally  interested  in  the 
properties  intrusted  to  them. 

"I  will  give  one  illustration  to  show  how  far  this  new  custom 
has  gone.  The  Chicago,  Burlington  &  Quincy  Railroad  Company 
is  officered  and  directed  by  a  very  substantial  and  responsible 
group  of  men  of  recognized  skill  and  ability  in  the  operation  of 
railways.  No  one  of  these  men  from  the  president  down  has  a 
dollar  invested  in  the  railway  properties  they  are  managing. 
Each  one  holds  legal  title  to  a  certificate  for  five  shares  of  stock 
in  order  that  he  may  be  qualified  to  act  as  director  or  official, 
but  this  stock  does  not  belong  to  him;  the  equitable  title  to  the 
stock  rests  in  the  Northern  Pacific  and  Great  Northern  Railway 
corporations.  In  1913  there  were  eleven  directors  of  the  Bur- 
lington who  were  also  the  directors  in  twenty-five  industrial 
concerns,  notably  the  Car  Trust  Investment  Company,  Great 
Northern.  Iron  and  Ore  Company,  Lehigh  &  Wilkes  Barre  Coal 
Company,  Pennsylvania  Coal  Company,  Philadelphia  &  Reading 
Coal  and  Iron  Company,  the  Pullman  Company,  the  IT.  S. 
Steel  Corporation.  These  same  men  were  also  directors  in 
twenty-six  financial  institutions.  I  do  not  know  to  what  extent 
these  necessarily  conflicting  interests  are  represented  by  the 
same  men  upon  the  directorate  of  the  C.  B.  &  Q.  today,  but  it  is 
perfectly  apparent  in  the  case  of  the  C.  B.  &  Q.  that  they  have 
no  personal  interest  in  the  railway  property  they  are  adminis- 
tering. When  they  have  outside  personal  Interests  in  other  con- 
cerns dealing  with  the  railways,  it  is  admitted  by  all  concerned 
that  such  a  dual  interest  Joined  in  the  same  individual  is  a 
constant  temptation  to  the  men  possessing  such  interests  to 
benefit  personally  out  of  transactions  between  the  carrier  and 
the  concerns  furnishing  supplies. 

"The  extent  of  this  temptation  is  the  evil  which  section  10 
of  the  Clayton  anti-trust  act  sought  to  correct.  It  is  the  avowed 
purpose  of  the  Frelinghuysen  bill  to  afford  a  protection  against 


iliis  evil  equivalent  to  or  more  effective  than  that  provided  for 
In  section  10.  If  these  same  men  who  are  director)!  In  the  rail- 
ways with  no  Interest  In  the  properties  they  administer  are  also 
selected  by  the  same  financial  Interests  that  placed  them  In  their 
railway  positions  to  administer  the  affairs  of  the  supply  con- 
cerns, as  the  hired  agents  and  employes  of  the  financial  interests 
controlling  both  the  railways  and  the  supply  concerns,  the  situa- 
tion Is  even  worse  than  it  would  be  If  they  represented  only 
their  individual  interests,  for  it  Is  Impossible  to  have  the  owner- 
ship of  the  Baldwin  Locomotive  Works  and  the  railways  which 
it  supplies  join  in  a  single  controlling  financial  interest  without 
one  industry  or  the  other  suffering.  Since  the  government  has 
retained  and  is  exercising  the  right  to  regulate  the  railroads 
and  the  profits  arising  from  the  operation  thereof,  but  has  not 
attempted  to  regulate  the  operations  of  the  Baldwin  Locomotive 
Company  or  the  profits  arising  from  Its  activities.  It  is  absolutely 
certain  that  if  one  interest  controls  both  the  railways  and  the 
Baldwin  Company  it  will  command  the  officials  that  it  has 
selected  to  manage  both  properties  to  so  conduct  their  opera- 
tions that  the  unregulated  industry  will  absorb  all  of  the  profits 
that  it  can  get  from  the  regulated  industry,  in  order  that  the 
interest  controlling  both  may  be  best  served. 

"The  growth  of  consolidated  railway  systems  in  the  past 
twenty  years  has  brought  under  one  single  controlling  manage- 
ment great  numbers  of  railways  that  are  subsidiary  to  this  single 
management  that  formerly  were  independent  organizations.  The 
benefits  which  would  naturally  result  from  such  consolidations, 
which  all  of  us  recognize,  depend  upon  complete  co-operation 
between  the  various  subsidiary  carriers  which  make  up  the 
larger  carrier  system.  It  is  naturally  in  the  interest  of  the  com- 
mon good  that  the  utmost  freedom  of  co-operation  should  be 
allowed  to  all  carriers  so  affiliated  in  a  single  system  and  that 
the  parent  or  controlling  company  should  be  permitted  to  pur- 
chase equipment  and  material  for  all  of  its  subsidiaries  as  their 
joint  exigencies  would  require;  and  that  the  benefits  which 
accrue  from  such  larger  purchases  should  be  distributed  to  the 
subsidiaries  at  the  reduced  price  which  the  larger  purchase 
makes  possible.  It  is  urged  that  under  the  Clayton  act  such  co- 
operative endeavor  is  forbidden,  while  under  the  transportation 
act  such  co-operative  effort  is  required.  It  is  apparent  that  co- 
operation between  carriers  joined  under  a  single  management 
has  now  become  a  recognized  public  policy  and  that  competition 
between  these  concerns  in  the  distribution  of  equipment  and 
supplies  purchased  by  the  parent  company  is  no  longer  compelled 
by  law,  but  has  become  an  obsolete  and  abandoned  theory  for 
the  conduct  of  industry.  The  Transportation  Act  requires 
honest,  efficient  and  economical  management.  Everyone  again 
concedes  that  great  units  operating  co-operatively  can  be  more 
efficient  than  a  great  number  of  smaller  units  operating  com- 
petitively. If  this  be  the  policy  of  government  as  announced  in 
the  transportation  act — under  the  law  of  statutory  construction 
— to  the  extent  that  this  new  policy  is  in  conflict  with  the  pro- 
visions of  Section  10  of  the  Clayton  anti-trust  act,  the  Clayton 
act  is  repealed.  Two  statutes  relating  to  the  same  matter  must 
be  construed  in  pari  materia,  and  the  provisions  of  the  latter 
act  become  the  law  of  the  land.  Provisions  of  the  former  act 
which  conflict  with  those  of  the  latter  act  are  repealed  by  Impli- 
cation. No  one  can  doubt  that  if  a  prosecuting  attorney  were 
to  call  a  railway  official  to  trial  under  the  provisions  of  the  Clay- 
ton act  for  doing  the  things  which  are  permitted  under  the 
transportation  act,  that  the  penalties  of  the  Clayton  anti-trust 
act  could  not  be  enforced.  An  amendment  to  the  Clayton  act 
is  not  required  in  order  to  avoid  a  conflict  between  the  two,  but 
a  change  in  public  policy,  as  expressed  in  the  transportation  act, 
and  a  change  in  existing  conditions  may  make  it  desirable  to 
amend  the  Clayton  act  in  order  that  it  may  the  more  effectively 
provide  a  remedy  for  present  conditions  and  to  conform  with 
the  present  policies. 

"The  evils  which  the  Clayton  act  was  intended  to  correct 
still  exist.  The  same  interest  is  present  on  both  sides  of  every 
important  purchase  made  by  railways  of  supplies  and  equipment 
and  every  important  contract  made  for  the  maintenance  of  its 
equipment  and  motive  power.  This  fact  is  self-evident  from  an 
inspection  of  the  directorates  of  the  carriers  and  the  supply 
concerns.  Whether  that  interest  be  joined  in  the  same  indi- 
viduals so  that  a  director  or  official  has  an  investment  in  the 
railway  which  he  serves  and  also  in  the  supply  company  with 
which  the  railway  deals,  or  whether  the  officials  have  no  per- 
sonal interest  but  are  selected  and  placed  in  their  positions  by  a 
financial  interest  controlling  both,  in  nowise  effects  the  principle 
of  the  evil.  In  either  event  the  same  interest  is  present  as  both 
buyer  and  seller,  and  the  same  interest  cannot  be  faithful  to 
two  trusts,  one  of  a  public  nature  and  the  other  entirely  private. 

"I  believe  that  the  Interstate  Commerce  Commission  is  com- 
posed of  men  of  a  moral  fibre,  strength  and  integrity  quite  equal 
to  that  possessed  by  railway  officials.  I  believe  the  railway  offi- 
cials have  all  of  the  human  weaknesses  possessed  by  the  mem- 
bers of  the  Interstate  Commerce  Commission.  Because  of  these 
human  weaknesses,  the  Interstate  commerce  act  has  denied  to 
the  commissioners  the  right  to  be  interested  in  any  of  the  cor- 
porations whose  operations  they  supervise.  In  order  to  be  quali- 
fied to  fill  the  office  they  must  show  that  they  are  not  interested 
directly  or  indirectly  in  any  of  the  railways  over  which  they 
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have  jurisdiction.  Railway  officials  should  be  interested  as  in- 
vestors in  the  railways  that  they  operate.  The  Lehigh  and  the 
Pennsylvania  have  for  a  long  number  of  years  made  annual  ap- 
peals to  their  employes  to  become  interested  as  investors  in  the 
oroDerties  which  they  were  operating,  but  railway  management 
requally  convinced  that  railway  employes  shall  not  be. Permitted 
to  make  outslde  investments.  For  instance,  the  Chicago  and 
Northwestern  last  summer  issued  the  following  order: 

must  be  understood   that   employes   of   this   railroad   cannot   be 

?JHB?  tfiuffas          tttf&ff&sz 

hiblted. 

"This  order  was  intended  to  prevent  employes  of  the  North- 
western Railroad  Company  from  buying  produce  in  carload  1 
shipping  it  to  Chicago,  and  selling  it  to  members  of  their  own 
organizations  at  less  than  market  prices.  So  the  Santa  Fe  and 
Southern  Pacific  have  at  times  issued  orders  forbidding  their 
employes  to  be  interested  in  any  outside  business  investment  or 
occupation. 

"If  the  men  actually  operating  railroads  were  personally  in- 
terested in  the  results  of  such  operation  themselves  as  investors, 
but  were  not  permitted  to  make  investments  or  be  interested  in 
outside  concerns,  competition  in  bidding  for  supplies  and  letting 
contracts  would  naturally  follow  without  the  command  of  any 
law.  If  they  are  not  interested  in  the  railways  but  are  interested 
in  the  outside  concerns,  effective  competition  cannot  exist.  If 
the  policy  announced  by  the  transportation  act  to  make  the  In- 
terstate Commerce  Commission  responsible  for  the  honest,  effi- 
cient and  economical  operation  of  the  railways  is  to  be  enforced, 
either  the  community  of  interest  existing  between  those  who 
control  railway  operation  and  those  who  control  outside  cor- 
porations dealing  with  the  railways  must  be  ended,  or  if  that 
be  not  accomplished  then  complete  authority  over  the  transac- 
tions between  railroads  and  outside  concerns  must  be  vested  in 
a  public  agency  that  is  free  to  act  in  an  unbiased  and  unpreju- 
diced manner." 
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WHO  GAVE  AWAY  INSTRUCTIONS? 

The   Traffic   World   Washington  Bureau 

From  the  bench,  January  17,  the  Commission  initiated  an 
inquiry  to  discover  how  the  Director-General  of  Railroads  ob- 
tained supposedly  confidential  instructions  to  Commission  exam- 
iners from  its  committee  on  examiners,  dated  February  20,  1918. 
John  C.  Brooks,  one  of  the  attorneys  for  the  Railroad  Admin- 
istration, was  requested  by  Commissioner  Aitchison  to  find  out 
how  the  Director-General  obtained  a  copy  of  the  instructions 
of  the  committee  on  examiners  to  the  attorney-examiners  and 
examiners,  which  were  published  in  a  brief  of  the  Director-Gen- 
eral in  Docket  No.  11572,  Pusey  &  Jones  Company  vs.  Director- 
General  et  al. 

"And   have   it   in   writing,"   added   Commissioner   McChord. 

Mr.  Brooks  was  asked  how  the  Director-General  obtained 
the  instructions.  He  said  he  did  not  know,  but  would  try  to 
find  out.  He  said  he  had  not  prepared  the  brief  and  knew 
nothing  about  the  contents. 

Mr.  Aitchison  called  attention  to  the  fact  that  the  instruc- 
tions appearing  in  the  brief  were  not  part  of  the  record,  and, 
presumably,  the  complainant  had  had  no  opportunity,  prior  to 
the  serving  of  the  brief,  to  go  into  the  question  raised  in  the 
instructions  of  the  committee  on  examiners. 

The  brief  was  signed  by  Adams  Dodson,  who,  at  the  hearing 
of  the  case,  asked  the  witness  for  complainant  whether  he  knew 
anything  about  the  contract  between  the  Pusey  &  Jones  Com- 
pany and  the  Emergency  Fleet  Corporation,  especially  as  to 
whether  the  contract  between  them  was  a  cost-plus  arrange- 
ment under  which  the  freight  charges  would  be  borne  by  the 
government. 

In  his  argument,  Mr.  Brooks  paid  no  attention  to  any  phase 
of  the  subject  other  than  the  question  as  to  who  had  ultimately 
borne  the  freight  charges,  which  the  record  showed  had  been 
paid  by  the  Pusey  &  Jones  Company.  Chester  N.  Farr,  attorney 
for  the  shipbuilding  company,  said  that,  of  course,  the  traffic 
witness  did  not  know  what  kind  of  contract  there  was  between 
his  employer  and  the  Emergency  Fleet  Corporation.  All  he 
knew  was  that  the  shipbuilding  company  had  paid  the  bill  and 
there  was  no  record  of  the  shipbuilding  company  billing  the 
charges  to  the  Emergency  Fleet  Corporation.  Mr.  Farr  said 
that,  In  justice  to  the  shipbuilding  company,  which  is  in  the  bit- 
terest kind  of  controversy  with  the  government,  if  the  point 
was  important,  it  should  have  an  opportunity  to  show  that  it 
did  not  bill  the  charges  to  the  government,  but  that  when  It 
paid  them  the  incident  was  closed. 

Mr.  Farr  said  the  reparation  desired  was  for  the  unreason- 
able charges  on  waste  material  from  Midvale  shipped  to  Glouces- 
.  J.,  for  making  filled  ground  on  which  additions  to  the 
shipyard  were  built.  He  said  that,  for  the  purpose  of  extending 
the  plant,  the  shipbuilding  company  had  borrowed  $5,000000 
from  the  Emergency  Fleet  Corporation.  That  loan  is  covered 
by  a  mortgage  on  the  property  of  the  shipbuilding  corporation 
a  not  Involved,  so  far  as  Mr.  Farr  knew,  in  the  price  of 


ships,  cr  the  settlement  which  the  government  has  offered  to 
i^aite  v»ith  the  Pusey  &  Jones  Company. 

The  investigation  initiated  by  the  Commission  with  a  view 
to  discovering  how  its  instructions  to  its  examining  staff  had 
come  into  the  possession  of  the  Director-General  so  that  they 
Lould  be  embodied  in  a  brief,  although  not  in  the  record  of  the 
case,  was  begun  after  the  attorneys  had  completed  their  argu- 
ment. Mr.  Bro'oks  was  recalled  and  asked  how  it  came  that  the 
instructions  were  in  the  brief.  He  said  he  did  not  know,  and 
added  that  he  had  made  no  reference  to  them  in  his  argument. 

The  instiuctions,  given  in  1918,  require  the  examiners  to 
develop,  on  the  record,  who  bore  the  charges,  the  development 
being  limited  to  a  settlement  of  the  question  whether  the  con- 
signor or  the  consignee  bore  them.  The  Commission  specifically 
instructed  the  examiners  that  it  desired  to  know,  not  in  a  com- 
mercial sense,  who  bore  the  charges,  but  as  between  the  parties 
to  the  transportation  transaction— that  is,  as  between  the  con- 
signor and  the  consignee. 

In  his  argument  Mr.  Brooks  suggested,  but  did  not  assert, 
that  the  government  might  have  borne  the  charges  and  not  the 
Pusey  &  Jones  Company.  The  record,  so  far  as  the  argument 
showed,  is  silent  on  the  question  as  to  disposition  of  the  charges 
— that  is,  it  does  not  show  whether  they  were  charged  back  to 
the  consignor  or  whether  the  consignee,  in  addition  to  paying 
the  charges,  also  bore  them.  The  government  was  not  a  party 
to  the  transportation  transaction,  but  the  theory  of  the  Director- 
General  seemed  to  be  that,  if  there  was  a  cost-plus  contract, 
between  the  Pusey  &  Jones  Company  and  the  Emergency  Fleet 
Corporation,  the  government  bore  the  charges  and  Pusey  <fr 
Jones  would  not  be  entitled  to  a  return  of  the  money  paid  on 
the  thirty  or  forty  carloads  of  waste  material  used  in  making 
land  for  an  extension  of  the  company's  plant. 


CAR   SUPPLY   SITUATION 

The   Traffic    World    Washington  Bureau 

An  active  drive  to  relocate  open  cars  on  the  principle  of 
ownership  is  recommended  to  railroads  by  W.  L.  Barnes,  execu- 
tive manager  of  the  car  service  division  of  the  American  Rail- 
way Association,  in  his  summary  of  general  conditions  as  of 
January  12.  Because  of  the  car  supply  situation  he  regards  the 
present  as  an  opportune  time  for  the  relocation  of  cars. 

The  semi-monthly  bulletin  of  percentages  of  freight  cars  on 
line  to  ownership  as  of  January  1,  Class  I  roads,  issued  with  the 
general  summary,  shows  that  the  percentage  for  the  Eastern 
district  was  94.3  as  compared  with  100.4  a  year  ago;  Allegheny 
district,  93.7  as  compared  with  90.8  a  year  ago;  Pocahontas 
district,  86.7  as  compared  with  74.3  a  year  ago;  Southern  dis- 
trict, 95  as  compared  with  96.8  a  year  ago;  Western  district, 
100.6  as  compared  with  105.5  a  year  ago;  grand  total,  all  dis- 
tricts, 96.2  as  compared  with  98.6  a  year  ago. 

The  summary  of  general  conditions  as  of  January  12  fol- 
lows: 

Box  cars:  Reports  show  that  requirements  for  box  cars  are  being 
satisfactorily  protected.  To  stimulate  continued  progress  in  the  return 
of  cars  to  home  roads,  it  is  important  that  all  concerned  co-operate 
to  the  fullest  possible  degree  in  facilitating  the  return  of  cars  to 
owners  in  anticipation  of  heavier  demands  later  on. 

Auto  cars:  Demand  for  auto  cars  is  being  fully  met.  Cars  in 
excess  of  requirements  should  be  disposed  of  in  accordance  with  Car 
Service  Rules.  Where  loading  is  available,  cars  should  be  forwarded 
into  auto-manufacturing  territory  in  preference,  precaution  being  ex- 
ercised to  avoid  loading  with  cement,  flour  and  other  commodities 
leaving  a  residue  which  will  damage  the  finish  of  autos. 

Stock  cars:  Practically  all  requirements  for  stock  cars  are  beinK 
filled.  Surplus  cars  should  be  disposed  of  according  to  Car  Servio 
Rules. 

Refrigerator  cars:  Orders  for  refrigerator  cars  are  being  filled 
currently  in  all  sections.  It  is  anticipated,  however,  that  the  demand 
for  refrigerators  will  be  somewhat  more  active  at  an  early  date,  mak- 
ing it  expedient  that  cars  be  handled  with  despatch.  Permission  liai- 
heen  given  temporarily  to  load  refrigerators  with  dry  freight  in  direc- 
tion of  the  empty  movement. 

Open  top  cars:  The  end  of  the  first  fifteen  day  period  of  the  new 
year  finds  the  railroads,  with  some  few  isolated  exceptions,  distribut- 
ing a  full  supply  of  open  top  cars  to  all  commodities  requiring  this 
class  of  equipment.  In  fact  a  virtual  surplus  exists  and  a  few  of  the 
large  coal  loading  lines  are  experiencing  difficulty  in  currently  ab- 
sorbing the  return  movement  of  empties.  The  production  of  bitumin- 
ous coal  is  being  fully  protected  so  far  as  car  supply  is  concerned:  the 
limiting  factor  at  this  time  is  a  rapidly  softening  coal  market  with  a 
relatively  reduced  demand  for  transportation  facilities.  This  may  be 
considered  an  opportune  time  for  an  active  drive  to  relocate  open  cars 
on  the  principle  of  ownership1.  Some  instances  of  refusals  to  accept 
cars  in  accordance  with  Car  Service  Rules  have  heen  brought  to  our 
attention.  Without  the  unqualified  co-operation  of  all  lines  in  strict 
observance  of  the  Car  Service  Rules  as  tbey  now  exist,  we  cannot 
hope  to  make  reasonable  progress  in  getting  cars  back  to  the  home 
roads.  It  is  manifestly  necessary  that  cars  be  kept  moving  without 
restrictive  measures  that  might  militate  against  the  attainment  of  the 
desired  objective. 

Flat  cars:  The  demand  for  this  particular  type  of  equipment  at 
this  time  would  indicate  that  the  carriers  have  sufficient  supply  gen- 
erally to  protect  their  requirements. 

SOUTHERN    RY.   BONDS. 

The  Southern  Railway  has  applied  to  the  Commission  for 
authority  to  issue  and  sell  $950,000  of  its  first  consolidated  mort- 
gage five  per  cent  gold  bonds  payable  July  1,  1994,  for  the  pur- 
pose of  providing  funds  for  the  redemption  of  a  like  amount  of 
bonds  of  the  Virginia  Midland  which  mature  on  March  1. 
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LOSS  AND  DAMAGE  CLAIMS 

< Second    of   a    series    of    urUcles    written    for   The    Traffic    World    by 
C.   H.   Di.-trlch.) 

I'luloubtedly  Ihe  question  that  Is  uppermost  In  the  minds  of 
tin-  shippers  and  receivers  of  freight,  as  well  as  of  the  respon- 
sible olllreis  of  carriers,  is  what  practical  steps  it  is  possible  to 
taKe  toward  eliminating  the  avoidable  causes  that  are  respon- 
sible for  the  large  volume  of  loss  and  damage  claims  which  the 
transportation  lines  are  burdened  with. 

The  interest  of  the  shipper  and  the  receiver  is  no  less,  in 
connection  with  claim  prevention,  than  that  of  the  carrier,  for, 
while  the  bills  are  paid  by  the  carriers,  there  is  a  loss  to  the 
shipper  and  receiver  that  is  not  covered  by  the  amounts  re- 
covered through  claim  channels,  which  is  sufficient  to  make  the 
subject  of  claim  prevention  one  in  which  they  are  all  interested 
to  a  greater  or  less  extent. 

The  opportunities  for  co-operating  with  carriers  in  their 
efforts  toward  bringing  about  an  improvement  in  this  situation  is 
open  to  practically  every  individual  or  firm  shipping  freight,  and 
it  is  believed  that  one  of  the  principal  reasons  why  there  has 
been  no  greater  effort  put  forth  on  the  part  of  the  shippers  in 
the  past  is  that,  relatively,  little  has  been  done  to  solicit  their 
assistance.  The  transportation  companies  have,  generally 
speaking,  been  carrying  on  campaigns  of  claim  prevention  among 
their  own  organizations  for  the  last  six  or  eight  years  without 
making  any  special  appeal  to  the  shipping  public  for  help,  but 
the  movement  has  now  reached  the  point  where  practically  all 
railroad  representatives  charged  with  the  responsibility  of  cor- 
resting  the  claim  situation  appreciate  the  fact  that,  without  the 
assistance  and  co-operation  of  the  individual  shipper,  as  well  as 
shipping  organizations,  they  are  not  going  to  bring  about  the. 
improvement  desired. 

This  statement  should  not  be  misconstrued  to  indicate  that 
the  shipper  is  responsible  to  the  same  extent  that  the  trans- 
portation lines  are  responsible  for  the  loss  and  damage  situation 
that  confronts  us,  as  I  do  not  believe  anyone  who  has  studied 
the  matter  even  casually  would  make  this  charge,  and,  generally- 
speaking,  the  transportation  defects  and  failures  which  result 
in  loss  and  damage  to  freight  are,  of  necessity,  matters  for 
which  remedial  measure  will  have  to  be  applied  by  the  railroad 
men  themselves;  but  there  are  so  many  claim  causes  that  result 
from  a  combination  of  shippers'  origin  and  carriers'  faults  that 
the  remedy  will  only  come  through  the  combined  efforts  of 
these  two. 

There  are  many  commodities  being  handled  by  freight  that 
are  subject  to  loss  or  damage,  largely  by  reason  of  the  peculiar 
construction  of  the  container  in  which  they  are  shipped,  where 
the  remedy  could,  without  noticeable  expense,  be  applied  were 
it  not  for  trade  practices  and  customs  that  cannot  be  easily 
changed.  I  can  think  of  no  better  illustration  of  this  condition 
than  the  old-fashioned  cylindrical  cheese  box.  The  same  weight 
(approximately  70  pounds)  could  be  packed  in  a  square,  stand- 
ard, wooden  box  that  would  carry  with  much  less  likelihood  of 
breakage  in  transit;  yet,  because  from  time  immemorial  people 
have  been  accustomed  to  seeing  cheese  sliced  from  a  round 
cheese  instead  of  a  square  one,  the  manufacturer  continues  to 
make  them  in  that  shape  and  naturally  ships  them  in  a  package 
that  he  is  obliged  to  build  from  a  piece  of  material  thin  enough 
to  bend  into  shape,  with  the  result  that  if  it  is  dropped  a  short 
distance  or  jammed  in  handling,  even  slightly,  the  package 
splits  and  permits  the  contents  to  roll  out  on  to  the  car  or 
warehouse  floor,  and  we  have  a  claim  for  damage  to  adjust. 
This  is  one  illustration  of  many  that  might  be  cited.  There 
are  however,  many  other  practices  in  connection  with  the  mark- 
ing packing  and  stowing  of  freight,  with  respect  to  which  the 
shippers  are  in  position  to  lend  a  helping  hand,  and  undoubtedly, 
if  the  matter  can  be  brought  to  their  attention,  there  will  be  no 
hesitancy  on  their  part  in  joining  with  the  carriers  and  making 
an  earnest  effort  toward  preventing  the  loss  or  damage  that 
accrues  to  their  own  shipments. 

In    order   that   some   idea,   at   least,    might   be   had 
extent   to   which   various   commodities   are   subject   to   loss   and 
damage,  I  am  showing  in  the  table  below  the  amount  paid  in 
September,   1920,   by  forty-three   of  our  principal   rail   lines   on 
eleven   different   commodities: 

Hoots    and    shoes    *    SiS'SSoOO 

Clothing,  dry  goods  and  notions   63  30n  on 

Irish  Vroui' and' Vegetabiei::::::: ::;::::":::.'"::: 

Live    stock    ...•• JISWOO 

Meats  and  packing  house  products..  279200  no 

Grain     .....•••• .....»•••••• 

Tobacco,   cigarettes  and   cigars sin'SK'no 

Furniture    (new)    7?snn  nn 

Household    goods     • .'i-2  '"'• "" 

Automobiles,  trucks  and  accessories  I6j.7uu.uu 

$2,782.123.00 


Total 


While  this  tabulation  only  includes  forty-three  rail  lines,  it 
is  estimated  that  it  represents  approximately  85  per  cent  of 
the  total  loss  and  damage  payments  on  the  commodities  shown 
and  these  figures  certainly  point  clearly  toward  where  our  great- 


est efforts  must  be  directed  In  our  claim  prevention  efforts.  As 
an  example,  If  the  loss  on  clothing,  dry  goods,  and  notions  for 
September.  l!CiO.  on  forty  three  principal  lines  amount..!  <n 
$620,460,000  (which  means  that  at  this  rate  one  year's  losses 
would  equal  $7,440,000),  It  would  seem  that  this  commodity  Is 
deserving  of  some  special  consideration  and  that  a  study  of 
the  causes  responsible  for  any  such  loss  as  this  must  be  care- 
fully made,  and  from  such  study  remedial  measures  will  cer- 
tainly suggest  themselves. 

Of  the  amount  charged  to  this  one  commodity  in  the  above 
statement  only  $66,000  was  due  to  damage.  The  balance  of 
this  total  is  accounted  for  by  loss  in  transit,  either  of  an  entire 
package,  from  a  package,  or  of  a  concealed  nature.  Thus,  by 
far  the  larger  part  (namely,  $480,000)  was  apparently  due  to 
the  unlocated  loss  of  an  tntire  package  or  to  robbery,  and  un- 
doubtedly a  considerable  portion  of  the  amount  charged  to 
unlocated  loss  was  actually  due  to  pilferage  or  theft. 

The  remedy  for  claims  covering  clothing,  dry  goods  and 
notions  that  would  immediately  occur  to  the  average  person 
would,  therefore,  naturally  be  greater  police  protection  of  the 
property,  both  in  warehouses  and  in  transit,  but  there  are  many 
other  remedies  that  suggest  themselves  to  anyone  who  has  In- 
vestigated claims  of  this  nature  for  the  purpose  of  developing 
what  becomes  of  the  innumerable  cases  for  which  the  carriers 
are  asked  to  pay. 

The  policing  of  high-grade  merchandise  by  railway  police 
departments,  which  covers  the  handling  through  warehouses,  at 
points  of  origin  and  destination  and  while  in  cars  in  transit,  is 
a  work  that  is  beset  with  innumerable  difficulties  and  calls  for 
endless  ingenuity.  They  are  confronted  with  the  problem  of 
protecting  the  property  not  only  from  the  depredation  of  organ- 
ized bands  of  box  car  thieves,  operating  principally  in  the  larger 
cities,  but  have  also  to  contend  with  the  amateur  robbers  at 
the  smaller  division  terminals  throughout  the  country,  as  well 
as  dishonest  employes  of  carriers  themselves.  The  possibilities 
for  stealing  merchandise,  especially  small  packages  2t  transfer 
points  and  at  the  larger  freight  stations,  where  it  is  impossible 
to  keep  it  from  being  exposed  on  open  platforms  and  in  open 
cars,  are  so  great  that  if  persons  employed  at  such  points  are 
inclined  to  pilfery  it  is  a  most  difficult  task  to  detect  and  pre- 
vent them. 

The  robbery  of  freight  from  box  cars  in  transit  is  as  easily 
accomplished  today  as  it  was  fifty  years  ago,  so  far  as  the 
physical  removal  of  freight  from  cars  is  concerned.  That  is  to 
say,  the  side  door  protection  on  box  cars  has  been  improved 
little,  if  any,  since  the  first  car  was  built,  and  we  depend  today 
for  protection  on  a  door  fastening  that  is  protected  by  a  fragile 
tin  seal  that  any  person  could  open  with  his  bare  hands.  I 
believe  that  all  police  departments  agree  that  by  far  the  great 
bulk  of  freight  stolen  from  carriers  is  taken  from  cars  standing 
at  terminals  or  in  transit,  and  before  any  material  improvement 
is  made  in  this  feature  of  the  loss  and  damage  account  it  seems 
certain  that  something  more  substantial  than  has  yet  been 
adopted  will  have  to  be  devised  in  the  way  of  securing  car  doors 
against  being  opened  in  transit  by  unauthorized  persona. 

In  recent  months  transportation  lines  handling  carload  ship- 
ments of  whisky  and  other  intoxicating  liquors  have  found  it 
necessary  to  place  armed  guards  on  top  of  cars  and  guard  them 
day  and  night  against  robbers,  but  this  plan  does  not  seem  at  all 
practical  with  respect  to  the  great  bulk  of  our  merchandise, 
which  is  frequently  handled  in  trains  of  from  fifty  to  seventy 
cars,  as  nothing  short  of  a  young  army  would  be  able  to  furnish 
this  '  class  of  protection. 

One  other  feature  in  connection  with  the  policing  of 
property  hi  the  care  of  carriers  that  is  most  discouraging  to 
those  interested  in  this  work  is  the  almost  impossible  task  of 
obtaining  conviction  of  thieves  who  are  apprehended.  This  is 
not  on  account  of  the  courts  showing  any  particular  favoritism 
toward  this  class  of  criminals,  but,  from  the  very  nature  of  the 
evidence  necessary  to  convict  in  cases  of  this  kind,  it  Is  ordi- 
narily a  difficult  task  to  bring  the  necessary  proof,  and  we  are 
obliged  to  see  many  persons  who  we  feel  morally  certain  are 
guilty,  escape  punishment. 

Shipments  of  clothing,  dry  goods  and  notions  are  ordinarily 
so  valuable  that  it  would  seem  that  shippers  of  such  commodi- 
ties should,  for  their  own  protection,  take  special  pains  to  pack 
in  substantial  cases  and  mark  with  more  care  than  usual.  It 
is  surprising  the  number  of  packages,  not  only  of  clothing,  dry 
goods  and  notions,  but  of  other  commodities,  that  go  astray  in 
transit  on  account  of  improper  marks.  One  very  common  error 
along  this  line  is  that  of  marking  the  wrong  state  where  there 
are  two  or  more  towns  of  the  same  name  in  different  states,  and 
it  is  surprising  how  uniformly  the  package  so  marked  turns  up 
at  the  Incorrect  destination,  even  though  correctly  billed. 

In  the  marking  of  these  valuable  packages  it  is  a  serious 
mistake  to  omit  the  street  address  of  consignee,  when  he  Is 
in  a  city  of  any  considerable  size.  This  omission  is  undoubt- 
edly responsible  for  Innumerable  cases  of  delay  In  delivery  of 
shipments  at  destination,  and  this  feature  is  not  only  expensive 
to  the  consignee,  by  reason  of  his  being  kept  waiting  for  his 
property,  but  it  also  congests  the  freight  stations  and  there 
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B  hand  any      claim  of  this  nature,  these  uniform  reports ^should  be  obtained 


&2tSSSpiKra^ 

refUUda  sugTestiont  in  ^T»%  proposition  of  adequate 
marlg,  min8e  would  be  that  any  firm  noticing  an  increase  in 
the  number  of  its  shipments  going  astray,  meeting  with  unusual 
delay  in  transit,  or  being  lost  entirely,  would  do  well 
to  its  shipping  department  for  the  purpose  of  determining 
whether  some  of  the  trouble  is  not  chargeable  to  impropei 


The  mestion  01  what  constitutes  a  reasonably  safe  con- 
tainer for  shipments  of  these  commodities  (clothing,  dry  goods 
and  notTons)  and  other  high-grade  commodities  similar  to  mem 
i  one  that  I  hesitate  to  enlarge  on,  inasmuch  as  the 
acturers  of  the  various  classes  of  containers  have  splendid 
arguments  for  their  own  particular  products,  but  there  can  be 
no  doubt  in  the  minds  of  the  men  who  come  in Contact .with 
this  traffic  from  day  to  day-who  can  see  it  as  it  appears  at  the 
end  of  a  five  hundred  or  one  thousand  mile  journey-but  that 
there  is  an  unlimited  field  for  improvement  in  this  direction. 
Neither  is  there  any  question  but  that  a  flimsy  or  poorly •con- 
structed container  is  much  more  likely  to  be  pilfered  m  transit 
than  a  good,  substantial  package  not  easily  opened. 

At  a  recent  claim  prevention  congress  in  Chicago  an  eastern 
concern  demonstrated  a  container,  designed  to  carry  high-grade 
merchandise,  manufactured  of  corrugated  steel.  This  container 
was  collapsible  and  designed  for  an  unlimited  number  of  tiips 
and  presented  a  rather  novel  proposition  of  forwarding  valuable 
freight  in  what  amounted  to  a  steel  safe.  There  were  many 
features  connected  with  this  package  that  appealed  strongly  to 
the  freight  claim  men  and  undoubtedly  its  practicability  will  be 
demonstrated  by  actual  trial  trips  and  its  value  from  a  claim 
prevention  point  of  view  will  be  watched  closely  by  carriers  and 
shippers  alike. 

At  this  same  prevention  congress  there  were  demonstra- 
tions of  devices  for  strapping  valuable  packages  with  steel  wire 
and  also  with  steel  tape,  both  of  which  methods  undoubtedly 
strengthen  the  package  materially  and,  in  addition,  practically 
prevent  its  being  opened  in  transit  without  leaving  some  evi- 
dence behind. 

The  desirability,  from  a  claim  point  of  view,  of  a  package 
that  is  either  locked  (as  the  steel  container  referred  to)  or  is 
protected  by  wire  or  steel  straps,  is  largely  due  to  the  fact 
that  one  of  the  most  troublesome  classes  of  claims  we  have 
to  contend  with  arises  largely  from  shipments  of  clothing,  dry 
goods  boots  and  shoes,  cigarettes  and  tobacco — namely,  the 
claim  for  concealed  losses.  I  believe  that  every  claim  man, 
whether  he  represent  carrier  or  shipper,  will  agree  with  me  that 
there  is  no  other  class  of  claims  that  leads  to  so  much  contro- 
versy as  this  one.  The  carrier,  looking  at  these  claims  from 
his  point  of  view,  naturally  feels,  if  the  package  is  delivered  at 
destination  in  the  same  apparent  good  condition  in  which  it 
was  accepted  at  point  of  origin,  that  merely  because  the  con- 
signee finds  eleven  articles,  while  his  invoice  calls  for  twelve, 
and  with  no  apparent  evidence  of  anything  having  been  removed 
en  route,  he  should  not  be  called  on  to  make  good  the  value 
of  the  one  article  checking  short.  On  the  other  hand,  a  whole- 
sale man  who  maintains  an  expensive  organization  for  the  ex- 
press purpose  of  checking  and  rechecking  orders  as  they 
are  taken  from  stock,  laid  out  in  the  shipping  room 
and  finally  as  they  are  packed  into  the  case,  feels,  from  his 
point  of  view,  that  an  error  in  the  count  is  almost  out  of  the 
question  and  that  where  the  consignee  finds  his  goods  short,  as 
compared  to  his  invoice,  he  has  a  legitimate  claim  against  the 
transportation  company;  and  between  these  two  widely  divergent 
points  of  view  It  can  well  be  imagined  that  there  are  uncounted 
thousands  of  long-drawn-out  controversies  between  the  claim 
departments  and  their  patrons,  and  anything  in  the  way  of  a 
container  that  will,  without  any  question,  indicate  at  destination 
whether  it  has  been  tampered  with  in  transit  will  certainly  go 
a  long  way,  if  not  all  the  way,  in  making  unnecessary  these 
concealed  loss  disputes. 

In  connection  with  this  class  of  claims  (concealed  losses) 
the  American  Railway  Association,  through  its  freight  claim 
division,  working  in  conjunction  with  the  National  Industrial 
Traffic  League,  through  its  claims  committee,  has  adopted  a  set 
of  uniform  blanks  to  be  used  in  connection  with  concealed  claims 
for  loss  or  damage  that  should,  if  used  properly,  make  for  a 
better  feeling  in  connection  with  these  claims.  These  forms 
are  three  in  number,  being  a  shipper's  certificate  covring  the 
handling  by  him  from  his  place  of  business  to  the  carrier's 
warehouse,  a  consingee's  form  covering  his  handling  of  the 
shipment  from  freight  warehouse  to  store  and  until  unpacked, 
together  with  an  inspection  report  covering  the  joint  inspection 
between  carrier's  representative  and  consignee.  These  forms 
are  available  at  any  freight  claim  office  and,  before  filing  a 


tkmlar  rule,  limiting  the  time  to  fifteen  days,  was  adopted  in 
older  to  shut  out  a  class  of  concealed  loss  or  damage  claims 
that  invariably  prove  troublesome-those  filed  weeks  and  month 
after  the  shipment  has  been  delivered;  and  I  believe  It  was  the 
thought   of  the  joint  committee   working  on  this  problem  t 
if  prompt  consideration   could   be  given   claims   of  this  nature, 
where  the  loss  was  reported  within  the  required  time  limit,  H 
would  not  work  any  considerable  hardship  to  refuse  to  recoj 
the  claims  not  so  reported.     

COAL,  HERRIN  TO  CHICAGO 

At  the  hearing  on  No.  11876,  Ideal  Fuel  Company,  Inc.,  vs. 
Director  General,  held  before  Examiner  Paul  O.  Carter  m  Chi- 
cago January  17,  the  Railroad  Administration,  through  J.  G. 
Woodworth  who  was  traffic  assistant  to  Regional  Director 
Aishton  contended  that  no  reparation  should  be  awarded  m 
cases  where  carriers  of  coal  are  allowed,  under  terms  of  con- 
tract, to  recoup  the  expense  of  freight  hauls  from  customers, 
even  where  no  such  recoup  has  actually  been  made. 

The  facts  in  the  case  were  brought  out  by  G.  P.  Boyle, 
counsel  for  the  coal  company,  by  questioning  two  witnesses. 
Manager  Lawson,  of  the  company,  and  G.  B.  Hempel,  assistant 
to  transit  manager  of  the  Central  Illinois  Coal  Traffic  Bureau. 
The  case  involved  the  movement  of  nine  cars  of  coal,  totaling 
some  450  tons,  from  Herrin,  in  the  southerti  Illinois  coal  district, 
to  the  33d  street  yard  of  the  Ideal  Company.  The  flat  rate  to 
Chicago  at  the  time  this  shipment  was  made,  August,  1918,  was 
$1  60  These  nine  cars,  however,  were  shipped  over  the  Illinois 
Central  from  Herrin  and  turned  over  to  the  C.  &  E.  I.,  on  whose 
tracks  the  coal  yard  is  located,  at  Chicago.  The  freight  bill 
called  for  a  payment  of  $2.30,  eighty  cents  of  which  was  assessed 
as  switching  charges  on  the  C.  &  E.  I.  The  plaintiff  asserts 
that  this  rate  was  unreasonable  and  unjust  and  asks  for  repara- 
tion to  the  amount  of  approximately  $300. 

Mr.  Hempel  asserted  that  at  the  time  this  shipment  was 
made,  no  reciprocal  agreement  between  the  I.  C.  and  the  C.  & 
E.  I.  existed  whereby  coal  could  be  switched  from  one  road  to 
the  other,  although  such  agreements  did  exist  between  each  of 
these  lines  and  many  others  not  involved.  The  roads  at  the 
time  were  supposed  to  be  under  government  control  and  a  part 
of  the  national  system;  and,  as  a  matter  of  fact,  investigations 
were  even  then  going  forward,  according  to  Mr.  Hempel,  which 
resulted  in  Lowrey  tariff  No.  27.  This  tariff  removed  the  diffi- 
culty complained  of  and  went  into  effect  December  31,  1919. 

Mr.  Woodworth,  in  cross-examination,  brought  out  the  fact 
that  the  approved  form  of  coal  contract  permitted  the  char-ge 
of  the  entire  freight  rate  to  the  customer,  and  that  since  such 
was  the  case,  the  recourse  of  the  plaintiff  lay  with  the  customer 
to  whom  the  coal  was  sold  and  not  with  the  taxpayers  of  the 
country.  C.  B.  Ackerman,  assistant  to  the  manager  of  the 
Division  of  Claim  Liquidation,  U.  S.  Railroad  Administration, 
testifying  for  the  Administration,  introduced  the  original  mine 
manifests  on  the  cars  in  question,  which  he  said  showed  delivery 
on  the  I.  C.  and  thus  proved  that  a  reconsignment  must  have 
taken  place  before  the  coal  was  delivered. 

In  his  final  argument  Mr.  Boyle  criticized  the  Railroad  Ad- 
ministration. "It  seems,"  he  said,  "that  this  case  is  merely 
another  attempt  of  the  Railroad  Administration  to  intimidate 
shippers  so  as  to  prevent  their  filing  claims.  Were  it  possible 
for  an  overcharge,  such  as  this  to  be  made  today,  reparation 
could  be  obtained  over  the  claim  desk  of  the  carrier  involved 
without  unreasonable  delay.  In  the  collection  of  this  insig- 
nificant amount,  however,  we  have  been  forced  before  the  Com- 
mission and  have  entailed  more  expense  than  the  reparation,  if 
allowed,  will  amount  to." 

Both  parties  waived  briefs,  agreeing  to  allow  the  case  to 
rest  on  the  evidence  submitted. 


ORDER  NO.  19  ABROGATED 

The  Traffic   World   Washington  Bureau 

The  Commission,  January  15,  abrogated  Service  Order  No. 
19,  the  one  which  required  preference  and  priority  to  be  given 
in  the  supply  and  movement  of  cars  to  mines  in  Pennsylvania, 
Maryland  and  Virginia  from  which  the  navy  had  commandeered 
coal.  That  order  was  issued  because  the  department  and  the  op- 
erators could  not  agree  on  the  price  to  be  paid  for  the  coal. 

Abrogation  of  that  order  leaves  in  effect  only  two  service 
orders,  Nos.  17  and  18.  The  former  limits  the  number  of  cars 
that  may  be  assigned  to  wagon  mines  by  prescribing  conditions 
under  which  equipment  may  be  furnished.  No.  18  is  the  as- 
signed car  rule  under  which  the  railroads  are  authorized  to 
give  preference,  in  the  matter  of  cars,  to  mines  from  which  they 
take  the  whole  output  for  themselves. 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 

- 

LOSS  OF  OR   INJURY  TO  GOODS 
Completion   of  Contract: 

(Supreme  Court,  Appellate  Dlv.,  Fourth  Dept.)  Where  a 
railroad  car  was  ordered  by  plaintiff,  loaded  by  him,  and  sealed 
by  defendant's  agent,  a  waybill  and  shipping  directions  issued 
and  the  car  started  on  its  journey,  the  shipping  contract  was 
completed,  and  a  subsequent  reconsignment  of  the  car  must  be 
made  pursuant  to  the  tariff  regulations.— Porter  vs.  Lehigh  Val- 
ley R.  Co..  184  N.  Y.  Supp.  870. 
Tariff  Provision  Cannot  Be  Waived: 

Railroad  schedules,  providing  that  a  reconsignment  or  diver- 
sion en  route  could  only  be  made  if  requested  in  writing,  cannot 
be  waived. — Ibid. 
Pleading: 

In  determining  a  motion  for  judgment  on  the  pleadings  a 
stipulation  regarding  the  construction  to  be  placed  on  the  reply 
ni;iy  be  considered. — Ibid. 

CARRIAGE   OF    LIVE   STOCK 
Appeal   and   Error: 

(Court  of  Civil  Appeals  of  Texas.)  In  an  action  for  injuries 
to  a  shipment  of  cattle,  where  the  charge  did  not  submit  the 
question  whether  the  cattle  were  in  condition  to  stand  trip  and 
the  defendant  railroad  company  made  no  objection  and  requested 
no  special  charge  thereon,  the  contention  must  be  deemed  aban- 
doned, so  the  exclusion  of  expert  testimony  that  the  cattle  were 
too  weak  to  stand  the  trip  was  harmless. — Ft.  Worth  &  R.  G. 
Ky.  Co.  vs.  Ellis,  225  S.  W.  Rept.  409. 
Evidence: 

Where  the  witness  had  been  a  freight  conductor  for  more 
than  15  years  and  had  handled  shipments  of  probably  5,000  head 
of  cattle,  it  was  improper  in  an  action  for  injuries  to  a  shipment 
of  cattle  to  refuse  to  allow  the  witness  to  give  opinion  evidence 
as  to  whether  they  were  in  condition  to  stand  the  trip. — Ibid. 

In  an  action  for  injuries  to  a  shipment  of  cattle  where  there 
was  testimony  that  the  railroad  company  refused  at  one  point 
to  allow  the  owner's  agents  to  care  for  animals  down  in  the 
cars,  and  that  at  another  point  three  cars  were  roughly  handled 
in  switching,  a  requested  charge  restricting  recovery  to  the 
three  cars  was  properly  refused,  there  being  further  testimony 
that  other  cars  were  roughly  handled. — Ibid. 
Delivery: 

(Court  of  Civil  Appeals  of  Texas.)  Where  a  shipment  of 
cattle  was  filled  by  the  shipper's  directions  to  a  consignee  in 
care  of  a  third  person,  delivery  by  the  carrier  to  the  third  per- 
son is  equivalent  to  delivery  to  the  consignee. — City  Nat.  Bank 
of  El  Paso  vs.  El  Paso  &  N.  E.  Ry.  Co.  et  al.,  225  S.  W.  Rept.  391. 
Reformation  of  Instrument: 

The  mere  fact  that  a  mistake  was  made  in  an  instrument 
does  not  show  such  negligence  as  to  bar  the  right  of  reforma- 
tion, though  the  term  "mistake"  carries  with  it  the  idea  of  fault. 
—Ibid. 

Where,  through  mutual  mistake  of  the  shipper's  agent  and 
the  carrier,  the  direction  as  to  the  person  in  whose  care  the 
consignee  could  be  reached  was  omitted  from  the  bill  of  lading, 
the  carrier  can  have  the  bill  of  lading  reformed  after  delivering 
the  stock  to  that  third  person,  notwithstanding  the  shipper's 
objection  that  the  carrier  could  not  put  it  in  status  quo. — Ibid. 

Where  the  carrier  sought  reformation  of  a  bill  of  lading 
on  the  ground  of  mutual  mistake  to  make  the  bill  of  lading  to 
conform  to  the  waybill,  evidence  of  general  custom  to  handle 
such  shipments  on  the  waybill  was  admissible  to  show  that  the 
cattle  were  handled  in  the  manner  intended  by  the  shipper's 
agent  in  giving  directions  for  the  billing  and  in  corroboration 
of  the  contention  of  the  carrier  as  to  the  mistake. — Ibid. 

Evidence  by  the  agents  of  both  the  shipper  and  the  carrier 
that  the  shippers'  agent  directed  a  shipment  of  cattle  to  be 
billed  to  a  bank  in  care  of  a  commission  company,  and  that 
the  agent  gave  such  direction  so  that  the  commission  company 
might  secure  possession  without  waiting  for  the  bank  to  open 
and  thereby  save  a  market  day,  held  to  show  that  it  was  a 
mutual  mistake  of  the  parties  that  the  bill  of  lading  failed  to 
include  the  direction  as  to  the  care  of  the  commission  company 
so  that  the  carrier  could  have  it  reformed  in  that  respect. — Ibid. 
Evidence: 

The  Carmack  amendment   (IT.  S.  Comp.  St.  8604a,  8604aa), 
requiring  the  issuance  of  a  bill  of  lading,  does  not  exclude  parol 
evidence  of  a  mutual  mistake  in  the  bill  of  lading. — Ibid. 
Trial: 

Where  it  appeared  from  other  findings  supported  by  the 
evidence  that  the  shipper's  agent  directed  delivery  to  the  con- 
signee in  care  of  a  third  person,  but  such  direction  was  omitted 


from  the  bill  of  lading  through  mutual  mistake,  an  IHHIH-  re- 
quested by  the  shipper  aa  to  whether  It  relied  on  the  bill  of 
lading  as  expressing  the  true  contract  was  not  controlling,  so 
that  It  was  not  reversible  error  to  refuse  to  submit  It  to  the 
jury.— Ibid. 

Though  a  mistake  by  the  parties  to  the  written  contract 
must  be  established  with  reasonable  certainty  to  entitle  either 
to  a  reformation  of  the  contract,  it  Is  proper  to  submit  to  the 
jury  a  special  Issue  as  to  such  mistake  In  the  ordinary  form 
and  with  the  ordinary  tests  and  affirmative  answer  to  such 
issues  establishes  the  mistake. — Ibid. 
Judgment: 

Evidence  admitted  at  the  trial,  however  it  may  have  been 
adduced,  will  not  support  a  judgment  if  there  was  no  pleading 
to  support  the  evidence. — Ibid. 

A  petition,  alleging  that  the  carrier  failed  to  deliver  the 
cattle  shipped  to  the  consignee  or  to  the  consignor,  does  not 
support  recovery  by  the  shipper  for  the  carrier's  delivery  to  the 
person  In  whose  care  the  consignee  was  to  be  reached  without 
requiring  the  surrender  of  the  bill  of  lading,  even  though  the 
latter  cause  of  action  was  supported  by  the  evidence. — Ibid. 
Appeal  and  Error: 

Erroneous  admission  of  evidence  of  a  custom  to  handle  ship- 
ments of  cattle  according  to  directions  in  the  waybill  does  not 
require  a  reversal  of  a  judgment  found  on  sufficient  evidence 
that  the  shipper's  agent  directed  delivery  in  the  manner  stated 
in  the  waybill,  but  that  such  direction  was  omitted  by  mutual 
mistake  from  the  bill  of  lading.— Ibid. 
Delivery  Without  Bill  of  Lading: 

The  Carmack  amendment  of  June  29,  1906,  to  the  Hepburn 
act  (U.  S.  Comp.  St.  8604a,  8604aa),  requiring  initial  carrier 
to  deliver  a  bill  of  lading  and  rendering  it  liable  to  the  holder 
through  any  loss  or  damage,  was  not  intended  to  forbid  the 
delivery  of  a  shipment  by  carrier  under  any  circumstances  to 
anyone  except  the  holder  of  the  bill  of  lading.— Ibid. 
Principal  and  Agent: 

Where  a  bank  intrusted  to  an  agent  the  duty  of  shipping 
its  cattle  and  that  agent  alone  dealt  with  the  carrier  the  agent 
had  implied  authority  to  give  directions  as  to  the  person  to 
whom  delivery  of  the  stock  should  be  made,  and  the  carrier 
is  not  affected  by  any  secret  limitation  on  his  authority  in  that 
respect,  especially  where  prior  shipments  had  been  made  by 
the  same  agent  with  similar  directions  for  delivery  and  the 
bank  had  made  no  objection  thereto. — Ibid. 
Oral  Contracts  Conflicting  with  Tariff  Schedules  Prohibited- 

The  Carmack  amendment  (U.  S.  Comp.  St.  8604a,  8604aa) 
prohibits  the  making  of  new  oral  agreements  between  the  ship- 
per and  the  carrier  which  are  contrary  to  the  schedules  or  tar- 
iffs on  file  with  the  Interstate  Commerce  Commission. — Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co..  St    Paul   Minn 

Copyright  by  West  Publishing  Co.) 


Charges: 

(Supreme  Court  of  New  Hampshire.)  Under  the  common 
law  as  it  existed  in  1853,  and  Laws  1851-52,  c.  1277,  it  was  the 
duty  of  carriers  to  treat  all  shippers  substantially  alike,  so  that 
a  contract  by  a  carrier  giving  preference  to  a  particular  shipper 
was  ultra  vires  and  illegal.— Boston  &  M.  R.  R.  vs.  Great  Falls 
Mfg.  Co.,  Ill  Atlantic  Rept.  691. 

Where  a  particular  service  rendered  by  a  carrier  is  of  sub- 
stantial benefit  to  shippers  of  a  particular  class,  but  not  to 
those  of  other  classes,  the  expense  of  such  service  cannot  be 
considered  part  of  the  overhead  and  included  in  the  general 
rates,  but  a  separate  charge  therefor  should  be  made  against 
the  shippers  receiving  the  benefit,  if  all  shippers  are  to  be 
treated  substantially  alike. — Ibid. 

Permission  by  the  Interstate  Commerce  Commission  and 
the  state  public  service  commission  to  a  carrier  to  file  a  schedule 
of  rates,  including  a  charge  for  ferrying  service,  is  a  conclu- 
sive finding  that  an  extra  charge  for  such  service  was  required 
of  the  carrier.— Ibid. 

Though  the  question  whether  a  conveyance  of  land  to  a 
(airier  was  substantially  equivalent  to  a  charge  for  the  special 
privilege  received  from  the  carrier  is  one  of  fact,  the  question 
whether  there  is  any  evidence  to  sustain  the  trial  court's  find- 
ing on  that  issue  is  one  of  law. — Ibid. 

Evidence  that  the  rental  value  of  land  conveyed  to  a  carrier 
was  but  a  few  hundred  dollars,  while  the  carrier's  charge  for 
ferrying  would  be  several  thousand  dollars  a  year,  is  insufficient 
to  show  that  the  conveyance  of  the  land  to  the  carrier  was 
substantially  equivalent  in  value  to  the  carrier's  agreement  in 
perpetuity  to  make  no  charge  against  the  grantor  for  ferrying. 
—  Ibid. 
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The  fact  that  it  is  not  a  crime  for  a  railroad  to  agree  to 
carry  poor  persons  and  their  property  without  charge  does  not 
authorize  the  carrier  to  make  a  contract  to  render  free  service 
to  a  corporation  which  was  not  a  pauper  and  was  not  engaged 
In  charitable  enterprise.  —  Ibid. 

Where  a  contract  with  a  carrier  for  free  services  in  consid- 
eration of  a  conveyance  of  land  to  it  was  illegal  because  beyond 
the  carrier's  authority  to  make  it,  cannot  be  enforced  as  a 
contract  by  the  other  party,  even  after  it  has  fully  performed 
its  agreement  to  convey  the  land,  though  the  other  party  could 
recover  from  the  carrier  the  value  of  the  land  conveyed.-  -Ibid. 

Where  it  appeared  that,  at  the  time  a  conveyance  of  right- 
of-way  was  made  to  a  carrier,  no  charge  was  made  by  the 
carrier  for  ferrying  service  for  any  shipper,  and  the  object  of 
the  shipper  was  to  secure  a  contract  for  such  service,  evidence 
held  to  sustain  a  finding  that  the  promise  to  make  no  charge 
was  not  the  consideration  for  the  conveyance,  since,  under  the 
circumstances,  that  agreement  was  simply  to  secure  the  service 
on  the  same  terms  as  other  shippers.  —  Ibid. 
State  Penai  Statute  Invalid: 

(Supreme  Court  of  Alabama.)  Code  1907,  5517,  imposing 
a  penalty  on  a  carrier  for  non-payment  of  damages  for  loss  of 
goods  within  a  specified  time,  is  invalid  as  an  interference  with 
interstate  commerce,  which,  in  so  far  as  the  loss  of  goods  is 
concerned,  is  regulated  by  Carmack  amendment  (U.  S.  Comp. 
St.  8604a,  8604aa).—  Hines,  Director-General  of  Railroads,  vs. 
Cabaniss,  86  Sou.  Kept.  524. 

Location  of  Station 

(Supreme  Court  of  Appeals  of  Virginia.)  Within  Code  1 
1294d,  cl.  48,  prohibiting  the  abandonment  of  railroad  stations 
without  written  consent  of  the  corporation  commission,  changes 
of  site  from  one  point  to  another  in  the  same  community  may 
involve  the  rights  of  the  public  to  so  considerable  a  degree  and 
affect  them  so  prejudicially  as  to  be  regarded  as  abandonments 
rather  than  relocations,  remitted  solely  to  the  discretion  of  the 
company,  "abandon"  meaning  to  give  up  or  to  cease  to  use.  — 
Southern  Ry.  Co.  vs.  Commonwealth,  105  S.  E.  Rept.  65. 

Among  determining  factors  of  an  inquiry  whether  a  given 
removal  of  a  railroad  station  is  an  abandonment  or  a  relocation 
are  the  distance  to  which  the  station  is  removed,  the  number 
of  patrons  prejudicially  affected,  and  the  extent  of  their  injury  or 
damage,  removal  to  a  considerable  distance,  accompanied  by 
decided  inconveniences  to  a  large  proportion  of  the  community 
being  treated  as  an  abandonment,  while  minor  changes,  causing 
but  slight  inconvenience,  will  be  treated  as  relocations.  —  Ibid. 

The  proposed  removal  of  a  railroad  station  to  a  point  1,475 
feet  from  the  old  site  and  on  the  opposite  side  of  the  track 
held  to  authorize  the  corporation  commission,  on  the  complaint 
of  citizens,  to  take  jurisdiction  and  supervise  the  selection  of 
a  new  site.  —  Ibid. 

A  change  in  the  location  of  a  railroad  station  necessitated 
by  the  elevation  of  the  tracks  practically  on  the  same  right-of- 
way  was  not  within  the  proviso  of  Code  1904,  1294d,  cl.  48, 
excepting  the  abandonment  of  stations  because  of  changes  in 
the  location  of  the  line  from  the  requirement  for  written  con- 
sent of  the  corporation  commission,  especially  in  view  of  sec- 
tion 1105f,  cl.  19,  relative  to  changes  in  the  location  of  the  line 
of  road.  —  Ibid. 

Under  Code  1904,  1105f,  cl.  19,  requiring  the  establishment 
of  new  railroad  stations  in  lieu  of  those  abandoned,  because 
of  a  change  in  the  location  of  the  road,  and  section  1313a,  cl. 
16,  authorizing  the  corporation  commission  to  .require  corpora- 
tions to  perform  public  duties  imposed  by  law,  the  commission 
had  Jurisdiction  over  the  establishment  of  a  new  station  in  lieu 
of  one  so  abandoned.  —  Ibid. 

Though  the  statutes  conferring  powers  on  the  corporation 
commission  do  not  use  the  word  "relocation"  it  has  power, 
under  Const.  1902,  156b.  to  supervise  the  relocation  of  a  station 
and  determine  which  of  two  or  more  sites  is  the  most  desirable. 
—  Ibid. 

In  relocating  a  railroad  station,  the  site  selected  should  be 
the  most  convenient,  accessible,  practicable,  and  desirable  one 
if  a  choice  has  to  be  made.  —  Ibid. 

Obligations  imposed  upon  railway  corporations,  whether  by 
Constitution,  statutes,  or  the  common  law,  are  obligations  im- 
posed by  law,  the  supervision  of  the  discharge  of  which  is 
committed  to  the  corporation  commission.  —  Ibid. 

A  railway  company  is  charged  with  the  duty  to  provide  the 
public  with  reasonable  depot  facilities.—  Ibid. 

An  order  of  the  corporation  commission  requiring  the  con- 
struction of  a  new  railway  station,  in  lieu  of  one  abandoned 

use  of  an  elevation  of  the  tracks,  on  a  site  other  than  that 
jelected  by  the  company,  held  supported  by  the  evidence  as  to 
convenlence  of  the  two  "'tea,  and  not  plainly 


In  the  selection  of  a  site  for  a  new  railroad  station  in  lieu 

of  ono  abandoned,  neither  the  interests  of  the  community  nor 

n»H.  th?,comi)an>;  «»•  <°  be  regarded  as  paramount.-Ibid 

Tjnder  the   constitutional   provision   that   the  action   nf  th, 

Corporation    commission    appealed    from    shall    be    regarded    as 

facie    juHt,   reasonable   and    correct,    particular    weigh? 


should  be  attached  to  its  findings  concerning  the  selection  of 
a  site  for  a  new  railroad  station  in  lieu  of  one  abandoned  where 
the  commission  visited  the  locality  concerned. — Ibid. 

Where  a  member  of  the  corporation  commission,  on  receipt 
of  a  complaint  from  citizens  concerning  the  site  selected  by  a 
railroad  company  for  a  new  station  in  lieu  of  one  abandoned, 
requested  the  company  to  do  nothing  further  until  the  com- 
mission had  an  opportunity  for  investigation,  any  subsequent 
expenditures  on  the  site  selected  by  the  company  was  at  its 
own  peril. — Ibid. 


FEWER   EMBARGO   DISTRICTS 

The  Traffic   World   Washington   Bureau 

An  order  decreasing  the  number  of  embargo  districts  in  the 
United  States  and  Canada  from  ten  to  seven,  has  been  issued  by 
W.  L.  Barnes,  executive  manager  of  the  car  service  division  of 
the  American  Railway  Association.  It  is  in  the  form  of  supple- 
ment No.  2  to  Circular  CSD-87  and  becomes  effective  February  1. 
Appendices  A  and  B  to  Circular  CSD-87  (the  ones  giving  the 
names  of  the  railroads  in  each  district  and  the  car  service  com- 
mittees) will  be  cancelled  as  of  January  31  and  new  lists  of  roads 
in  each  district  will  take  their  places.  The  new  lists  of  railroads 
will  be  known  as  Appendix  A-l.  The  car  service  committee 
list  is  Appendix  B-l. 

An  addition  has  also  been  made  to  section  7,  pertaining  to 
distribution,  of  paragraph  F,  as  follows: 

"To  minimize  commercial  telegram  expense,  embargo  no- 
tices from  railroads  to  the  district  chairman,  and  from  the  dis- 
trict chairman  to  the  railroads,  will  be  transmitted  over  railroad 
wires  where  facilities  are  available. 

The  district  headquarters  and  the  chairmen  are  as  follows: 
Atlanta,  Ga.,  Terminal  Station  Building,  room  2-A,  E.  W.  Sand- 
wich, chairman;  Chicago,  Manhattan  Building,  room  1110,  J.  J. 
Pelley,  chairman;  Boston,  South  station,  room  491,  F.  E.  Dewey, 
chairman;  Fort  Worth,  Touraine  Building,  room  11,  R.  L.  May, 
chairman;  Montreal,  (building  not  given)  C.  P.  Riddell,  chair- 
man; Philadelphia,  Broad  Street  Station,  J.  M.  Jones,  chairman; 
Winnepeg,  Union  Sttion,  E.  J.  Stone,  chairman. 

Appendix  B-l,  showing  the  car  service  committees,  and  the 
names  and  addresses  of  the  chairman  of  each  committee,  is  as 
follows  : 

Dearbo'S^StrletTchfcalo'''6^!:  Chalm»n-  Manhattan  Building  43!  S. 
h1°rl'IS'  C"a1™""-  I{°°'»  ™'  ™°"  Cen- 
'  Dunkle'  chairman-  «9  Marion  Bldp.. 

t'V*t0n'    'Dexas~D-    u-    Swain.    Chairman.    3301    Avenue    C.    Gal- 

Chair"'a»'  615  ***«*  Build- 
Chair'»an'    695    <™»    Arcade 


n 

Loufs1'  Mo"'3'  Mo'~W-  E'  McGarry.  Chairman,   302  Union  Station,   St. 
1'016'10'  Ohio~A-   B-    Newell.   Chairman.   Terminal   Station.    Toledo. 


COAL   PRODUCTION   REPORT 

The   Traffic   World   Washington   Bureau 

"The  new  year  opened  with  car  and  labor  supply  ample  and 
production  of  soft  coal  limited  chiefly  by  the  demand,"  the 
Geological  Survey,  Department  of  the  Interior,  said  in  its  weekly 
report  on  coal  production  under  date  of  January  15. 

The  total  output  of  soft  coal  for  the  week  ending  January 
3  was  estimated  at  11,083,000  net  tons,  the  output  comparing 
favorably  with  production  of  the  corresponding  week  in  each  of 
the  three  years  preceding. 

Movement  to  tide  during  the  week  ended  January  8  recov- 
ered sharply  from  the  holiday  depression  and  reached  the  highest 
point  attained  since  the  last  week  in  October.  According  to  re- 
ports furnished  the  Geological  Survey,  1,261,000  net  tons  of  soft 
coal  were  dumped  over  tidewater  piers.  This  was  at  the  rate  of 
5,400,000  tons  per  month.  Shipments  to  New  England  were  251  - 
000  tons  while  exports  were  371,000  tons,  increases  of  86  and  26 
per  cent  respectively  over  New  Year's  week.  Coal  for  local  use 
at  New  York  also  increased  greatly,  reaching  a  total  of  325,000 
tons  during  the  week. 

The  quantity  of  bituminous  coal  dumped  during  December 
as  reported  to  the  Geological  Survey  was  4,311,000  net  tons.  Com- 
pared with  the  record  attained  in  October,  this  was  a  decrease 
of  1,425,000  tons. 

Total  shipments  to  tide  during  1920  amounted  to  53,784,000 
net  tons,  of  which  10,457,000  tons  or  19  per  cent  was  for  New 
England  consumption,  while  21,778,000  tons  or  40  per  cent  went 
to  meet  the  foreign  demand.  This  unquestionably  is  the  record 
for  exportation  of  bituminous  coal  by  water. 

The  all-rail  movement  to  New  England  continued  at  a  high  i 
rate  during  the  week  ended  January  8.    According  to  reports  fur- 
nished the  American  Railway  Association,  4,966  cars  were  for- 
warded through  the  five  rail  gateways,  Harlem  River,  Maybrook,  , 
Albany,   Rotterdam,   and   Mechanicsville.     Comparison   with  the 
latest    full-time   week    (December    13-18)    shows    a    decrease    of '. 
slightly  over  4  per  cent.     Shipments  during  the  corresponding1 
week  in  1920  and  1919  were  3,317  and  3,065  cars,  respectively 
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Questions  and  Answers 

In  this  department  will  be  answered  quntioni  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  Interstate  commerce  law,  who  it  •  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  question!  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  se-vice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated 

Address  Questions  and  Answers  Department, 
Traffic  Service  Corporation,  Colorado  Building,  Washington,  D.  C. 


Penalty  Charge  on  Cars   Loaded  with   Lumber,   Held  for 
Reconslgnment 

New  York. — Question:  November  24,  1919,  we  shipped  a 
carload  of  lumber  to  Kingsland,  N.  J.,  on  an  order  from  a  cus- 
tomer at  that  point.  Car  arrived  on  December  12,  but  account 
of  quality  our  customer  refused  to  receive  it.  Car  lay  at  Kings- 
land  for  several  days  before  we  could  dispose  of  it  and  we  then 
had  it  forwarded  to  Long  Island  City.  Long  Island  Railroad 
sent  us  bill  for  penalty  charges  at  Kingsland,  which  we  refused 
to  pay,  claiming  car  was  not  held  for  reconsignment,  but  was 
a  bona  fide  rejection.  Must  we  pay  this  charge,  or  can  we 
refuse  payment  on  the  grounds  stated  above? 

Answer:  Item  2-C  of  Supplement  5  to  J.  E.  Fairbanks'  De- 
murrage Tariff  No.  4-A,  I.  C.  C.  No.  8,  provides  that  on  cars 
loaded  with  lumber,  held  for  reconsignment.  storage  charge  of 
$10  per  car  will  be  assessed  for  each  day  or  fraction  of  a  day 
that  a  car  is  held  after  48  hours  after  the  hour  at  which  free 
time  begins  to  run  under  the  demurrage  rules.  Under  the  ap- 
plication of  this  item,  as  it  is  at  present  worded,  no  account  Is 
taken  of  the  fact  that  a  shipment  was  reconsigned  by  reason 
of  having  been  refused  bv  the  original  consignee.  Under  this 
rule  if  a  shipment  is  held  for  reconsignment  and  is  actually 
reconsigned,  as  was  true  in  the  instant  case,  the  penalty  charge 
In  our  opinion,  must  be  assessed  by  the  carrier. 
Reparation  Claims-Period  of  Federal  Control  Not  to  be  Com- 
puted as  Part  of  Period  of  Limitation 

Virginia. — Question:  Kindly  advise  whether  or  not  we  are 
barred  from  reparation  on  shipment  moving  during  January, 
1917,  on  which  transportation  charges  were  paid  at  that  time. 
We  infer  from  page  1131,  Dec.  llth  issue  of  The  Traffic  World 
that  we  are  yet  able  to  file  complaint. 

Answer:  Under  Section  260  (f)  of  the  Transportation  Act, 
1920,  the  period  of  Federal  Control  is  not  to  be  computed  as  a 
part  of  the  period  of  limitation  in  claims  for  reparation  to  the 
Commission  for  causes  of  action  arising  prior  to  Federal  Con- 
trol. Excluding  that  period  from  the  computation,  a  complaint 
filed  prior  to  March  1,  1921,  is  filed  within  two  years  from  the 
date  the  cause  of  action  accrued  in  the  instant  case,  namely  as 
to  a  shipment  moving  during  January,  1917. 

(1)  Reparation — Voluntary  or  Subsequent  Reduction.  (2)  Repa- 
ration— Rate  by  Competing  Route 

Iowa. — Question:  (1)  Rate  prior  to  August  26th  on  oats,  car 
load  lots,  from  Station  Z,  Illinois  to  Station  B  in  Iowa,  as  quoted 
In  tariff  WHS  nine  cents,  while  the  rate  on  corn,  same  point,  was 
five  cents.  The  attention  of  the  railroad  was  called  to  this  dif- 
ference whereupon  they  placed  both  on  the  same  rate.  Are  we 
not  entitled  to  reparation  on  shipments  prior  to  change? 

(2)  Assume  we  have  a  shipment  to  Boston,  Mass.,  of  a  car 
load  of  grain  products  from  point  B  in  Iowa.  Wabash  shows 
reshipping  rate  of  forty-two  cents,  C.  B.  &  Q.,  forty-four  cents,  a 
difference  of  two  cents.  In  case  the  C.  B.  &  Q.  meets  rate  of 
the  Wabash,  in  your  opinion  could  we  obtain  reparation  on  ship- 
ments made  over  the  C.  B.  &  Q? 

Answer:  (1)  The  Commission  has  held  in  numerous  cases 
that  the  mere  subsequent  establishment  of  a  rate  does  not  of 
itself  constitute  a  basis  for  a  finding  that  the  former  rate  was 
unreasonable  or  that  reparation  should  be  awarded;  Aetna  Ex- 
plosive Co.  vs.  G.  S.  Ry.,  52  I.  C.  C.  423;  Steel  Cities  Chemical 
Co.  vs.  Director  General.  56  I.  C.  C.  723.  It  must  be  shown  that 
the  former  rate  was  unreasonable. 

(2)  The  existence  of  a  lower  rate  via  other  routes,  the  Com- 
mission has  held  does  not  of  itself  warrant  a  condemnation  of 
the  rate  charged;  the  rates  must  be  shown  to  have  been  unrea- 
sonable. 

Claims  for  Loss  or  Damage — Time  Within  Which  to  File 

Illinois — Question:  Under  date  of  November  10,  1919,  we 
filed  claim  for  the  value  of  1  RB  No.  1  machine  shipped  to 
Miami,  Fla.,  via  express  on  June  5,  1918,  from  Detroit,  Michigan. 
Original  express  receipt  was  filed  in  support  of  claim.  Under 
date  of  July  9,  1920,  special  claim  agent  of  the  express  com- 
pany declined  claim  owing  to  same  not  having  been  presented 
within  the  4  months  period  as  prescribed  in  uniform  express 


receipt.  We  advised  that  an  this  was  a  C.  O.  I).  shipment,  and 
aa  express  company  had  collected  the  money  and  did  not  remit 
returns,  the  4  months  clause  to  which  we  referred  had  no  bear- 
ing wlmifM  i  on  the  claim  In  question. 

On  August  llth  we  were  advised  by  the  agent  that  If  we 
contended  shipment  was  delivered  and  C.  O.  D.  feature  was  col- 
lected by  agent  at  destination,  he  would  thank  us  to  obtain  copy 
of  receipt  on  which  agent  at  Miami,  Fla.,  delivered  shipment. 
This  Information  was  furnished  under  date  of  November  17th, 
1920,  and  he  now  requests  that  we  support  claim  with  original 
receipt.  This  document  was  attached  to  the  claim  at  the  time 
It  was  presented — under  date  of  November  10,  1919.  What 
course  should  be  taken  in  order  to  compel  the  express  company 
to  honor  the  claim  as  presented? 

Answer:  Under  the  provisions  of  Rule  14-D  of  Express 
Classification  No.  26,  the  express  company  must  remit  to  the 
consignor  within  24  hours  after  delivering  a  C.  O.  D.  shipment 
the  proceeds  thereof.  In  the  event  the  amount  collected  is  not 
remitted  within  that  period  of  time  or  within  a  reasonable  time, 
the  consignor  should  be  on  his  notice  and  make  Inquiry  regard- 
ing the  shipment,  but  in  filing  a  claim  for  the  proceeds  of  a 
C.  O.  D.  shipment,  the  claimant  is  not  limited  to  the  4  month 
period  governing  claims  for  loss,  damage  or  injury  to  property. 
However,  if  the  carrier  has  never  delivered  the  C.  O.  D.  ship- 
ment to  the  consignee  and  therefore  has  not  collected  the 
amount  due  thereon,  it  becomes  a  claim  and  is  subject  to  Rule  7 
of  the  Uniform  Express  Receipt  which  provides  that,  except 
where  the  loss  or  injury  complained  of  is  due  to  delay  or  dam- 
age while  being  loaded  or  unloaded  or  damaged  in  transit  by 
carelessness  or  negligence,  as  condition  precedent  to  recovery, 
claim  must  be  made  in  writing  *  •  within  four  months  after 
a  reasonable  time  for  delivery  has  elapsed.  As  a  claim  based 
upon  the  failure  to  make  delivery  does  not  come  within  one  of 
the  aforesaid  causes  such  a  claim  must  be  made  In  writing  with- 
in four  months  after  a  reasonable  time  for  delivery  has  elapsed. 

Carload    Rate   for   Carload    Service 

Georgia. — Question:  In  answer  to  Ohio  in  Dec.  25th  issue 
under  caption  "Carload  Rate  for  Carload  Service."  Are  you 
sure  you  are  correct  in  stating  that  "the  action  of  a  shipper  In 
ordering  a  car  switched  to  his  place  of  loading  and  the  subse- 
quent tender  to  the  carrier  of  a  bill  of  lading  showing  car  num- 
ber and  initials  is  sufficient  to  show  that  a  carload  shipment  Is 
intended"  is  correct?  This  would,  no  doubt,  logically  follow 
your  assumption  that  carriers  do  not  ordinarily  switch  cars  to 
and  from  shipper's  plants  for  L.  C.  L.  freight  It  is  a  fact, 
however,  that  the  loading  of  L.  C.  L.  shipments  is  generally  per- 
mitted at  industry  sidings  in  quantities  of  not  less  than  certain 
switching  minima,  usually  10,000  Ibs.  For  example,  our  rate 
minimum  on  certain  of  our  goods  is  30,000  Ibs.,  yet  we  are  per- 
mitted to  load  at  our  industry  siding  any  unit  shipment  of  10,- 
000  Ibs.  or  over,  this  being  authorized  by  switching  tariffs.  To 
say  that  the  loading  of  a  10,000  Ib.  unit  at  our  siding  and  the 
furnishing  of  the  car  number  and  initial  to  the  carrier  consti- 
tutes carload  tender,  would  be  equivalent  to  saying  that  Section 
3  of  Rule  15  had  the  effect  of  vitiating  regularly  filed  switching 
tariffs  permitting  this  practice. 

The  purpose  of  Section  3  of  Rule  15.  as  explained  by  the 
Classification  Committee  when  it  was  offered,  is  to  prevent 
shippers  from  misleading  the  initial  carrier  into  believing  that 
a  car  is  loaded  in  order  to  obtain  the  preferred  carload  service 
and  afterwards  have  the  charges  reduced  to  less  carload  rates 
as  authorized  by  Section  1  of  the  same  rule.  It  is  our  view  that 
where  the  shipper  does  not  in  any  way  mislead  the  carrier  as 
to  the  quantity  contained  in  the  car,  the  same  having  been 
loaded  in  accordance  with  the  switching  rules,  and  having  been 
tagged  in  accordance  with  the  rules  governing  L.  C.  L,  ship- 
ments, a  carload  tender  is  not  constituted  when  the  shipping 
order  presented  to  the  line-haul  carrier  shows  the  actual  weight 
in  the  car.  In  this  case  the  carrier  is  apprised  of  the  fact  that 
the  car  is  not  fully  loaded  and  has  the  previlege  of  taking  it  to 
his  depot  for  completion  of  loading  the  same  as  for  any  mis- 
cellaneous merchandise  car. 

Answer:  While  in  our  answer  to  "Ohio"  to  which  you  re- 
fer, the  statement  is  made  that  the  action  of  a  shipper  in  order- 
ing a  car  switched  to  his  place  of  loading  and  the  subsequent 
tender  to  the  carrier  of  a  bill  of  lading  showing  car  number 
and  initials  is  sufficient  to  show  that  a  carload  shipment  is  In- 
tended, this  statement  should  not  be  read  by  itself,  but  should 
be  read  in  connection  with  the  last  sentence  which  Is  to  the 
effect  that  a  shipper  must  comply  with  the  provision  of  the 
classification  respecting  the  marking  of  less  than  carload  ship- 
ments. 

Demurrage — Cars   Consigned    One    Party   Care   of   Another 

New  York. — Question:  During  the  period  from  May  to  Au- 
gust, 1920,  we  were  assessed  approximately  $1,200  demurrage 
on  cars  handled  at  one  of  our  jobs  in  Ohio,  billed  in  care  of 
the  Industry  for  whom  we  were  doing  the  work.  The  major 
portion  of  this  demurrage  resulted  without  our  knowledge  as 
explained  below: 

All  cars  received  were  billed  to  the  "A'  company,  in  care  of 
the  "B"  company.  This  concern  Is  located  on  the  Belt  Line 


190 


THE    TRAFFIC    WORLD 


Vol.  XXVII,  No.  4 


•*?%*  i^^rv^sss:  aAs  fex,  .r, 

mfnu  m  the  DmTlading  showed  Belt  Line  delivery,  cons'gnee 
™nd   destination  as  above.    As  our  cars  were  received  at     X 
to  the  trunk  lines  they  were  immediately  delivered  to  the  Ben 
Line    who  placed  cars  upon  a  storage  track,  just  outside  ti 
plant  Tracks,  spotting  cars  inside  plant,  upon  orders  received 
from  the  "B"  company,  or  ourselves. 

We  understand  that,  due  to  accumulation  and  in  order  to 
keep  cars  together,  certain  Belt  Line  tracks  near  the  plant^  were 
assigned  for  "B"  company  cars,  and  were  considered  construc- 
tively placed,  without  notice,  and  demurrage  assessed  accord- 
ingly The  Belt  Line,  claiming  section  D,  rule  3,  Fairbanks 
Tariffs  4  and  8,  applies,  particularly,  notes  one  and  two  of  rule  3. 

We  assume  the  "B"  company  agreed  to  this  arrangement 
for  their  cars  and  checked  the  storage  tracks  daily,  and  ordered 
cars  belonging  to  them,  but  naturally  did  not  check  our  cars,  or 
notify  us,  as  they  did  not  always  know  if  cars  belonged  to  us, 
consequently  we  had  no  knowledge  of  cars  arriving  until  found 
by  ourselves,  and  after  considerable  demurrage  had  accumulated. 

While  the  Belt  Line  claims  no  notices  were  necessary,  they 
did  send  constructive  notices  sometimes  after  cars  were  P'aced 
on  storage  tracks,  addressing  and  mailing  direct  to  the 
company.  We  also  discovered  some  notices  listing  cars  belong- 
ing to  the  "B"  company  and  also  ours,  while  others  showed  our 
cars  only,  but  notices  addressed  to  the  "B"  company. 

Therefore,  we  desire  to  know  whether  the  railroad  can 
legally  charge  us  demurrage,  under  the  circumstances  given, 
especially  in  view  of  the  fact  that  cars  were  consigned  to  us 
care  the  "B"  company  and  we  received  no  notices  whatsoever 
In  any  sort  that  cars  were  on  hand. 

Answer:  Section  C  of  rule  4  of  3.  E.  Fairbanks'  Demurrage 
Tariff  No.  4-A,  I.  C.  C.  No.  8,  provides: 

Delivery  of  cars  upon  other  than  public  delivery  tracks  or  upon 
industrial  interchange  tracks,  or  written  notice  sent  or  given  to  con- 
signee or  party  entitled  to  receive  same,  of  readiness  to  so  deliver, 
will  constitute  notification  to  consignee. 

Section  D  of  rule  3  reads  as  follows: 

On  cars  to  be  delivered  on  other  than  public  delivery  tracks,  time 
will  be  computed  from  the  first  7  a.  m.  after  actual  or  constructive 
placement  on  such  tracks.  Time  computed  from  actual  placement  on 
cars  placed  at  exactly  7  a.  m.  will  begin  at  the  same  7  a.  m.:  actual 
placement  to  be  determined  by  the  precise  time  the  engine  cuts 
loose. 

Note  1.  "Actual  placement"  Is  made  when  a  car  is  placed  in  an 
accessible  position  for  loading  or  unloading:  or  at  a  point  previously 
designated  by  the  consignor  or  consignee.  If  such  placing  is  prevented 
from  any  cause  attributable  to  consignor  or  consignee  and  car  is 
placed  on  the  private  or  other  than  public  delivery  tracks  serving  the 
consignor  or  consignee,  it  shall  be  considered  constructively  placed, 
without  notice. 

Note  2.  Any  railroad  track  or  portion  thereof  assigned  for  indi- 
vidual use  will  be  treated  as  "other  than  public  delivery  track." 

In  view  of  the  fact  that  the  cars  in  question  were  consigned 
to  the  "A"  company  care  of  the  "B"  company,  and  that  such 
cars  were  set  out  on  tracks  assigned  to  the  use  of  the  "B" 
company,  which  manner  of  handling  is  permissible  under  the 
provisions  of  the  demurrage  tariff  as  quoted  above,  the  "A" 
company  was  not  entitled  to  notice  of  arrival  an,d,  in  our  opin- 
ion, demurrage  was  properly  assessed  on  the  cars.  If  a  ship- 
ment is  consigned  care  of  a  certain  party,  the  carrier  may  right- 
fully assume  that  the  owner  of  the  goods  will  arrange  to  take 
possession  of  his  property  and,  unless  the  bill  of  lading  contains 
a  notation  that  the  owner  is  to  be  notified,  which  does  not  ap- 
pear to  be  a  fact  in  the  instant  case,  the  carrier  has  performed 
his  duty  in  making  delivery  to  the  party  in  whose  care  the  ship- 
ment was  consigned  when  it  makes  delivery  to  that  party  and 
complies  with  the  provision  of  the  demurrage  tariffs  with  re- 
spect to  notice  of  arrival. 

Reconsignment   vs.    Reshipment 

Alabama.  —  Question:  Please  refer  to  your  answer  to  "Wash- 
ington" on  page  1225.  Dec.  25  issue  of  The  Traffic  World.  It 
is  assumed  that  the  C.  M.  &  St.  P.  R.  R.  Tariff  11140-C  pub- 
lishes what  is  commonly  referred  to  as  uniform  reconsigning 
rules.  It  is  further  assumed  that  the  shipment  is  covered  by 
Fairbanks'  Uniform  Demurrage  Tariff  4-A.  If  my  assumption 
is  correct,  then  I  cannot  agree  with  you,  but  must  side  with 
the  car  service  clerk,  inasmuch  as  specific  tariff  provision  is 
made  to  cover  cases  of  this  kind. 

Please  refer  to  rule  13,  reading  as  follows: 

Diversion  or  reconsignmpnt  to  points  within  switching  limits  after 
placement  Cnr.i  that  have  been  placed  for  unloading  and  which  are 
subsequently  reforwarded  without  being  unloaded  to  a  point  within 
the  switching  limits  of  the  billed  destination  will  not  be  subject  to 
Jiveniion  or  reconclKnment  charge,  but  will  be  subject  to  the  switch- 
ing or  lorrU  rnte  in  addition  to  thp  rate  from  point  of  origin  to  billed 
dfKtltmtlon 

Also,  to  rule  2.  section  B,  of  Fairbanks'  Demurrage  Tariff. 
Please  consider  the  matter  further,  advising  me  through  your 
Questions  and  Answers  department. 

Answer:     When  answering  the  question  referred  to  we  had 


before  us  rule  13  of  J.  E.  Fairbanks'  Uniform  Demurrage  Tariff 
nd  were  of  the  opinion  that  it  was  not  applicable  for  the  reason 
that  the  shipment  must  be  treated  as  two  separate  shipments 
and  not  as  a  diversion  or  reconsignment,  justifying  our  conten- 
^on  by  the  following  cases:  The  Reconsignment  Case  4, 
I.  C.  C.  590;  Kehoe  &  Co.  ™.&I.gC.  R.  Rg,  1^1.  C.  C.^  54 

W°0RuTeUt2eB  of '  Fairbanks'  Demurrage  Tariff  provides  that  on 
cars  held  for  reshipment  24  hours'  free  time  will  be  allowed. 
The  reasonableness  of  such  a  provision  was  upheld  by  the  Inter- 
state Commerce  Commission  in  the  case  of  T.  M.  Dmsmore  & 
Co.  vs.  P.  B.  &  W.  R.  R.,  40  I.  C.  C.  618. 
Tax  on  Export  Shipments 

California.— Question:  Please  refer  to  your  publication  of 
November  27,  page  1037,  "Tax  on  Export  Shipments  Recon- 
signed  in  Transit,"  that  part  reading,  "it  is  our  opinion  that 
war  tax  should  be  assessed  on  the  movement  to  Wichita,  etc. 

What  tax  should  be  assessed?  -Local  rate  from  Dodge  C 
to  Wichita,  Kan.,  or  that  proportion  of  the  through  rate  to  Ne\ 
Orleans— Dodge   City  to  Wichita  on  basis  of  mileage  prorate? 

Answer-     In  our  answer  we  referred  to  article  16  of  Treas- 
ury  Department   Regulations   49,   which   provides   that   if  there 
is  a  "break"  in  the  movement  or  if  the   property  "comes  to 
rest  "  the  first  movement  shall  be  treated  as  a  domestic  moi 
men't    and    transportation    charges    thereon    are    taxable, 
means  that  tax  should  be  imposed,  based  upon  the  local  rate 
Wichita. 

Suits  Against  Adams  Express  Company 

Connecticut. — Question:  We  would  be  interested  to  know 
if  there  has  been  any  test  case  decided  by  the  courts  as  to 
whether  or  not  the  Adams  Express  Company  is  liable  for  goods 
lost  and  claims  for  such  losses  properly  filed  within  the  time 
limit  where  the  claims  have  not  been  paid  inside  of  two  years 
and  one  day  from  date  of  shipment  and  where  suit  has  not  been 
instituted  within  the  two-year-and-one-day  period. 

Answer:     We  are  not  aware  of  any  case  in  which  the  Adams 
Express   Company  has  been  held  liable  for  loss   or  damage  1 
goods,  where  the  "defense  was  that  suit  had  not  been  filed  within 
the  two-year-and-one-day  period. 

What  Constitutes  Delivery  to  Carrier 

New  York. — Question:  On  ferry  cars  loaded  on  industrial 
track  with  miscellaneous  shipments  for  switching  to  the  local 
freight  house  for  rehandling,  bills  of  lading  covering  each  ship- 
ment being  made  out  and  delivered  to  the  local  freight  office 
on  the  same  day  that  car  is  loaded,  at  what  time  are  such  ship- 
ments delivered  to  the  railroad?  This  point  is  raised  by  action 
on  part  of  local  agents  marking  bills  of  lading  with  notation 
that  shipment  is  broken  when  received  should  the  same  checl 
damaged  when  handled  by  them.  It  is  our  opinion  that  ship- 
ments are  delivered  to  the  railroad  as  soon  as  loading  is  com- 
pleted and  bills  of  lading  surrendered  to  the  agent,  and  nota- 
tions of  damage  should  read  that  shipment  checked  damaged 
when  transferred. 

Answer:  Hutchinson  on  Carriers,  section  125,  page  122 
reads  in  part  as  follows: 

When  the  owner  of  the  goods  has  done  all  in  his  power  and  all 
that  he   is   required  to   do   by   his   understanding  with   the    carrier   or 
the   usage   of  the   business   to  further  the   shipment,   and  it  become 
then  the  duty  of  the  carrier  to  do  whatever  else  is  necessary  to  put 
them    in    transit,    the   delivery   and    acceptance   will    be    considered   ; 
complete   from   the  time   the  carrier  is   informed  that  they  are   ready 
for  him.     The  mere   fact,  therefore,   that  the  owner  of  the  goods  has 
loaded  them  on  a  car.  even  though  the  carrier,  by  the  owners  direc- 
tion, has  placed  the  car  in  a  position  convenient  for  such  purpose,  will 
not  of  itself  be  sufficient  to  constitute  a  delivery.     Before  the  delivery 
will  be  deemed  complete  the  owner  must  not  only  relinquish  his  control 
over  the  car,    but  notice   that   it  was   ready   for  shipment  must   hay 
been  given  the  carrier.     Thus  where  it  was  the  course  of  business  for 
a  railroad  company,  when  required  to  do  so,  to  send  its  cars  upon 
side  track  at  the  place  of  shipment  to  receive  cotton  for  transporta- 
tion  and  for  the  shipper  there  to    load  upon  them  the  freight,  make  out 
manifest  and  leave  it  with  the  agent  of  the  company,  who  then  had 
the    bales    counted,    signed    hills    of    lading,    and    sent    locomotives 
remove  the  cars  thus  loaded  and  place  them  in   the  train  destined 
the  point  to  which  the  shipments  were  to  he  made,   it  was  held  that 
the   delivery  was   complete   as   soon   as   the   cotton   was  put   upon   tl 
company's  'cars    in    this    manner    by    the    shipper   and    the    company  s 
agent   informed  of  the  fact. 

The  mere  issuance  of  a  bill  of  lading  does  not  determine 
the  duties  and  responsibilities  of  a  carrier  as  an  insurer  of  the 
goods.  There  must  be  a  delivery  to  him  for  present  carriage 
and  nothing  must  remain  to  be  done  by  the  owner.  The  law- 
then  imposes  upon  the  carrier  the  risk  of  their  safe  custody,  as 
well  as  the  duty  to  carry  as  directed. 

In  the  instant  case  we  are  of  the  opinion  that  the  liability 
of  the  carrier  as  an  insurer  commenced  when  the  goods  were 
placed  in  the  actual  possession  of  the  carrier  for  transportation. 
So  that,  if  it  can  be  proved  that  the  goods  were  in  good  order 
when   they  were   received   by   the  carrier,   the   burden   is  upon   ! 
the  carrier  of  proving  that  the  loss  or  damage  occurred  through  ; 
some  cause  for  which  it  is  not  liable.     The  notation  respecting 
the  damage  placed  upon  the  bill  of  lading  by  the  carrier  should 
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.Carded    as    a    self-serving   declaration    and    should    not   be 

11  much  weight  as  a  matter  of  evidence. 

Increases   Under   Ex   Parte   74 

New  York.— Question:  Prior  to  August  26,  1920,  the  car- 
rier published  rate  on  bituminous  coal,  carloads,  from  a  Penn- 
svlvanla  point  to  a  New  York  point,  of  $1.60  per  gross  ton. 
August  26  this  rate  was  advanced  to  $2.62  gross  ton,  or  64  per 
rent  of  the  former  rate. 

We  believe  this  is  contrary  to  the  intentions  of  the  Com- 
mission, either  expressed  or  implied,  in  view  of  the  fact  that 
in  i:\  I'arte  74,  they  say,  "The  proposals  of  the  eastern  lines 
10  preserve  existing  relationships  is  approved,"  and  furthermore, 
sueh  extreme  advances  as  this  and  other  similar  increases  In 

ss  of  40  per  cent   do  not  conform  to  section  208  of  trans- 

atlon  act  of  1920,  in  that  they  (rates  in  effect  on  Feb.  29, 
li'L'n)  have  not  been  changed  by  state  or  federal  authority,  or 
pursuant  to  authority  of  law.  Can  the  64  per  cent  advance  be 
justified  by  any  sort  of  combinations  through  the  use  of  differ- 
entials or  otherwise? 

Answer:  The  Commission  in  Ex  Parte  74,  page  256,  said  in 
part:  "It  is  impracticable  at  this  time  to  adjust  all  of  the  rates 
mi  individual  commodities.  The  rates  to  be  established  on  the 
basis  hereinbefore  approved  must  necessarily  be  subject  to  such 
readjustments  as  the  facts  may  warrant.  It  is  conceded  by  the 

iers  that  readjustments  will  be  necessary.  It  is  expected 
that  shippers  will  take  these  matters  up  in  the  first  instance 
with  the  carriers,  and  the  latter  will  be  expected  to  deal  promptly 
and  effectively  therewith,  to  the  end  that  necessary  readjust- 
ments may  be  made  in  as  many  instances  as  practicable  without 
appeal  to  us." 

Where  shippers  feel  that  the  existing  rates  are  unreasonable 
or  discriminatory,  they  should  follow  out  the  foregoing  instruc- 
tions by  handling  the  matter  with  the  carriers  so  that  proper 
readjustment  may  be  made.  In  the  event  that  no  relief  is 
rained  by  such  handling,  then  shippers  should  file  formal  com- 
plaint with  the  Commission. 

Application    of  Tariffs 

Ohio. — Question:  Referring  to  your  answers  to  "Pennsyl- 
vania," Traffic  World  of  November  20.  and  "Ohio,"  Traffic  World 
of  December  18,  relative  to  the  application  of  rates  shown  in 
American  .Railway  Express  Company  Local  and  Joint  Schedule 
of  Express  Rates  No.  5. 

Beg  to  advise  that  our  copy  of  the  above  schedule  does  not 
have  any  clause  relative  to  the  application  of  the  tariff  and 
would  like  to  be  advised  if  the  above  schedule  has  been  cor- 
rected since  your  answers  to  "Pennsylvania"  and  "Ohio"  were 
published.  Also  state  what  tariff  should  be  used  for  computing 
rates  on  intrastate  business  in  Ohio  provided  the  rates  shown 
in  schedule  No.  5  cannot  be  lawfully  used.  Our  copy  of  No.  5 
states  that  it  canceled  No.  4  in  full  and,  as  stated  before,  does 
not  carry  any  exceptions  as  to  its  application. 

Answer:  As  stated  in  our  answer  to  "Ohio"  on  page  1182 
of  the  December  18,  1920  issue  of  The  Traffic  World,  the  copy  of 
American  Railway  Express  Company  Local  and  Joint  Tariff  No. 
5,  filed  with  the  Interstate  Commerce  Commission  provides 
that,  in  addition  to  applying  on  interstate  traffic,  it  is  also  ap- 
plicable on  intrastate  traffic  in  the  states  of  Connecticut,  Dela- 
ware, New  Jersey  and  Oregon.  However,  we  are  advised  by 
the  American  Railway  Express  Company  that  this  tariff  has 
been  approved  as  applicable  on  intrastate  traffic  in  a  large  num- 
ber of  other  states,  including  Ohio. 

In  the  states  of  Arizona,  Idaho,  Montana,  Nebraska,  Nevada, 
South  Dakota  and  Utah,  Schedule  No.  3,  the  issue  in  effect 
prior  to  September  1,  1920,  is  applicable.  On  intrastate  traffic 
in  Arkansas,  California,  Georgia,  Illinois,  North  Dakota,  Okla- 
homa, Texas  and  Wisconsin,  Schedule  No.  4,  which  carries  the 
first  increase  of  12%  per  cent  granted  by  the  Interstate  Com- 
merce Commisison,  effective  September  1,  1920,  is  applicable, 
while  in  the  balance  of  the  states,  Schedule  No.  5,  which  car- 
ries the  additional  increase  of  13%  per  cent  granted  by  the 
Interstate  Commerce  Commission,  effective  October  13,  1920, 
applies. 

Delay  in  Transit 

Pennsylvania. — Question:  Is  there  any  ruling  or  decision 
under  which  we  may  recover  claim  as  follows? 

A  car  of  cabbage  in  crates  shipped  from  a  point  in  Virginia, 
B.  R.  B.  routed  C.  &  D.  Ry.,  was  delivered  us  early  a.  m.  on 
the  fifth  day  after  date  of  shipment.  Another  car  shipped  five 
days  later  was  delivered  us  early  a.  m.  of  the  third  day  after 
date  of  shipment.  Account  of  this  irregular  movement  there 
was  an  accumulation  of  this  perishable  commodity,  being 
obliged  to  place  fifty  crates  of  cabbage  from  the  first  car  into 
public  storage,  for  which  charges  we  have  made  claim  with 
tli«  delivering  carrier,  who  admitted  slight  delay  on  first  car 
at  "X"  yards  on  the  B.  R.  D.,  due  to  congestion,  but  that  they 
were  obliged  to  decline  the  claim  on  the  grounds  of  no  legal 
liability,  based  on  the  fact  that  the  delay  was  due  to  conditions 
beyond  the  carrier's  control,  at  the  same  time  advising  it  was 
unnecessary  to  rehearse  the  many  decisions  of  the  court  re- 
garding delay  account  congestive  conditions. 


Answer:  Where  good*  are  actually  transported  and  deliv- 
ered, but  the  lime  of  delivery  IB  delayed,  »uch  delay,  If  resulting 
from  causes  beyond  the  control  of  the  carrier,  may  be  excused: 
If  under  such  circumstances  the  carrier  exercises  due  care,  he 
is  not  liable.  A  carrier  may  be  excused  for  delay,  In  receiving 
the  goods,  or  In  transporting  them  after  they  have  been  received. 
whenever  the  delay  Is  necessarily  caused  by  unforeseen  disaster 
which  human  prudence  cannot  provide  against,  or  by  accident 
not  caused  by  the  negligence  of  the  carrier,  or  by  thieves  and 
robbers,  or  an  uncontrollable  mob.  All  that  can  be  required 
of  a  carrier  Is  that  be  shall  exercise  due  care  and  diligence  to 
guard  against  delay,  and  that  If  It  occur  without  his  fault  or 
negligence,  he  shall  omit  no  reasonable  efforts  to  secure  the 

>y  of  the  goods.  So  In  the  instant  case,  if  the  congestion 
was  not  due  to  one  of  the  accepted  causes  the  carrier  can  be 
held  liable  for  damages,  the  measure  of  which  is  the  difference 
between  the  market  value  at  the  time  shipment  should  have 
arrived  and  the  market  value  at  the  time  it  did  actually  arrive. 

Liability  for  Goods   Improperly   Loaded 

Michigan. — Question:  Our  dealer  at  a  Mississippi  point  lo- 
cated on  the  "A"  railroad  loaded  a  carload  of  furnaces  on  Octo- 
ber 15,  1920.  The  freight  agent  at  the  shipping  point  could  not 
furnish  a  man  for  the  inspection  of  the  car,  but  after  the  car 
was  loaded,  it  was  inspected  by  him  personally,  and  th>-  bill 
of  lading  signed  without  notation  of  "shipper's  load  and  count." 

When  the  furnaces  arrived  at  destination,  they  were  in  a 
damaged  condition  and  the  carriers  now  claim  that  sufficient 
amount  of  bracing  was  not  used  when  the  car  was  loaded.  Does 
the  fact  that  the  agent  at  original  shipping  point  inspected  and 
accepted  the  car  as  loaded,  relieve  the  shipper  from  the  re- 
sponsibility for  the  manner  in  which  the  car  was  loaded?  Should 
the  carriers  honor  the  claim  for  the  damage  sustained? 

Answer:  Section  3  of  rule  27  of  Consolidated  Classification 
No.  1  reads  as  follows:  "Owners  must  observe  carriers'  rules 
regulating  the  safe  loading  of  freight  and  protection  of  equip- 
ment. Lading  must  be  securely  blocked  or  braced  and,  when 
in  closed  cars,  must  be  away  from  car  doors,  and  weight  of 
lading  must  be  approximately  the  same  on  each  side  of  car." 

Section  1  (a)  of  rule  30  of  Consolidated  Classification  No. 
1  provides:  "Temporary  blocking,  flooring  or  lining,  racks, 
standards,  strips,  stakes  or  similar  bracing,  dunnage  or  supports, 
not  constituting  a  part  of  the  car,  when  required  to  protect 
and  make  carload  freight  secure  for  shipment,  must  be  fur- 
nished and  installed  by  shipper  at  his  expense." 

The  general  rule  is  that  when  the  consignor  loads  freight 
upon  a  car  or  packs  articles  for  shipment,  the  carrier  which 
receives  the  car  as  loaded,  or  the  package  as  prepared,  is  not 
liable  for  damages  which  arise  from  the  defect  in  the  loading 
or  packing.  Hutchinson  on  Carriers,  section  333;  G.  W.  T.  & 
P.  Ry.  Co.  vs.  Wittnebert,  108  S.  W.  150:  Penn.  Co.  vs.  Kenwood 
Bridge  Co.,  170  111.  645,  49  N.  E.  215;  Northwestern  Marble  & 
Tile  Co.  vs.  Williams,  151  N.  W.  419. 

However,  it  has  been  held  that  the  carrier  is  liable  for  injury 
to  goods  shipped,  though  they  were  improperly  loaded,  if  the 
improper  loading  was  apparent  to  the  ordinary  observation  of 
the  carrier's  servants.  McCarty  vs  Louisville,  etc.,  R.  Co  102 
Ala.  193,  14  So.  370. 

Freight  Charges — Liability  of  Consignor  for 

Tennessee. — Question:  In  October,  1917,  we  made  shipment 
of  a  car  of  coal  and  reconsigned  same  in  transit  to  take  through 
rate  from  mines  to  destination,  taking  out  exchange  shipper's 
order  bill  of  lading  and  forwarding  shipment  to  destination  as 
a  shipper's  order  notify  shipment.  This  car  was  delivered  at 
destination  through  error  of  the  railroad,  without  proper  freight 
charges  being  collected,  and  resulting  in  an  undercharge  of 
approximately  $50,  which  is  due  the  carrier.  Carrier  has  de- 
manded that  we,  as  shippers,  pay  this  charge;  while  as  a  mat- 
ter of  fact,  we  made  shipment  shipper's  order  notify  in  order 
to  protect  ourselves  for  invoice  value  of  this  shipment.  Kindly 
advise  us  as  to  our  liability  for  these  undercharges. 

Answer:  Generally  speaking,  both  the  consignor  and  con- 
signee are  responsible  for  the  payment  of  the  lawfully  estab- 
lished rate,  the  former  as  the  party  with  whom  the  contract 
of  carriage  was  made  and  the  latter  as  the  prlma  facie  owner  of 
the  goods.  A  carrier  is  entitled  to  its  transportation  charges 
either  in  advance  or  on  delivery  of  the  shipment  in  good  order 
at  destination.  In  a  straight  consignment,  the  ownership  of 
the  goods  is  in  the  consignee  immediately  after  the  shipper  has 
delivered  it  to  the  initial  carrier  for  transportation  and  the  con- 
signee, as  the  presumptive  owner,  is  the  party  primarily  liable 
for  the  charges.  If,  however,  the  carrier  cannot  collect  the 
same  from  the  consignee  it  can  look  to  the  shipper  for  payment 
on  the  ground  that  the  latter  is  the  party  with  whom  the  con- 
tract of  carriage  was  made. 

With  respect  to  an  order  notify  shipment,  the  title  to  the 
goods  is  in  the  consignor  until  the  bill  of  lading  is  surrendered. 
This  is  an  additional  reason,  if  one  is  needed,  for  the  holding 
of  the  consignor  liable  for  freight  charges  in  the  event  the 
carrier  Is  unable  to  collect  same  from  the  consignee. 
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Damages—  Meature  of,  for  Loss   or   Injury 
Ohio-Question:     What    evidence,   as   to   the   value    shouW 
the  carrier  demand  in  -ttlingjor^cla.ms  on^bas.s  £  . *» 


.determined'  Who  is  going  to  say,  or  how  is  the  fact  g 
*o  be  deTemined  what  the  market  value  at  destination  is  on 
a  pair  of  shoes  purchased  in  Boston,  Mass.,  for  $7.45  and  si 
lo  Cincinnati  Ohio,  and  lost  in  transit,  or  any  other  commod- 
ty  on  which  there  is  no  fixed  market  price?  Such  cases  are 
more  frequent  than  where  there  is  fixed  market  value  The 
carrier  can  do  nothing  other  than  ask  for  shippers  invoice,  but 

freight  charges,  it  paid,  to  be  a  limitation  upon  a  car- 


performed. 

difference   I,--..  ~—    —    -  ~ 

state  and  what  would  have  been  their  value  at  destination  if  de- 
livered in  good  order,  with  interest,  less  than  unpaid  cost  of 
transportation.  Where  the  goods  are  lost  or  destroyed  the  car- 
rier is  liable,  as  a  rule,  for  their  value  at  the  place  of  destination 
at  the  time  they  should  have  been  delivered,  with  interest 
thereon  from  that  time,  less  the  unpaid  cost  of  transportation.  In 
the  event  of  damage  resulting  from  delay  in  transit,  the  measure 
of  damage  is  the  difference  between  the  value  of  the  goods  at 
destination  at  the  time  they  arrived  and  their  value  at  destina- 
tion at  the  time  they  should  have  arrived  in  the  usual  course  of 
transportation. 

The  value  at  destination  to  be  used  as  a  basis  for  arriving 
at  the  amount  of  damage  is  the  market  value,  provided  there  is 
a  market  for  the  goods  in  question.  However,  it  is  often  the  case 
that  there  is  no  established  market  for  the  goods  lost,  destroyed 
or  delayed,  and  in  an  action  for  loss  of,  injury  or  delay  to  goods 
shipped,  it  is  competent  to  show  that  there  was  no  market  for 
the  goods  at  the  place  of  destination.  Where  the  goods  lost,  in- 
jured or  delayed  are  without  market  or  have  no  market  value 
at  the  place  of  shipment,  evidence  is  admissible  to  show  their  ac- 
tual or  intrinsic  value.  So  also,  where  it  is  doubtful  whether  the 
jury  would  find  the  goods  had  a  market  value  at  the  place  of 
destination,  evidence  as  to  the  intrinsic  or  actual  value  of  the 
goods  is  admissible.  For  the  purpose  of  showing  actual  value, 
any  facts  are  admissible  which  will  enable  the  jury  intelligently 
to  arrive  at  a  fair  valuation  of  the  goods.  Thus  evidence  may  be 
admitted  to  show  the  cost  of  the  goods;  their  value  at  the  point 
of  shipment  or  at  other  markets;  the  price  for  which  other  goods 
of  the  same  kind  were  previously  sold  by  plaintiff  a  short  time 
before  the  loss  or  injury  complained  of;  the  price  at  which  plain- 
tiff had  contracted  to  sell  the  goods  at  the  point  of  destination; 
the  cost  of  transportation;  the  cost  of  making  repairs;  the  man- 
ner in  which  the  goods  have  been  used,  and  the  general  condi- 
tion and  quality  of  the  goods  and  the  percentage  of  their  de- 
preciation from  damage,  use,  decay  or  otherwise. 

The  question  is  one  of  fact,  namely,  what  is  the  value  of  the 
goods  on  the  market?  This  is  a  question  of  fact  which  must  be 
settled  by  a  court  or  jury  on  the  basis  of  all  the  evidence  brought 
to  the  attention  of  the  court  or  jury.  There  is  no  general  rule 
which  will  apply  to  all  cases  involving  loss,  injury  or  delay,  and 
each  case  must  be  handled  on  its  merits. 

Some  of  the  factors  which  enter  into  the  determination  of 
the  value  to  be  used  in  the  settlement  of  claims  for  loss,  damage 
or  delay  have  been  outlined  above  and  all  have  been  used  by  the 
courts  in  deciding  cases  involving  injury  to  shippers  resulting 
from  loss,  damage  or  delay  to  shipment.  In  the  event  of  there 
being  no  established  market  value  at  point  of  destination,  It  is 
impossible,  however,  to  lay  down  a  rule  which  will  fit  all  cases. 

Damages — Measure  of 

Ohio. — Question:  We  filed  claim  with  an  express  company 
for  the  invoice  value  of  lost  part  of  shipment,  plus  the  express 
charges  on  the  weight  of  the  lost  portion  of  the  shipment.  We 
duplicated  the  part  of  the  shipment  lost,  prepaying  the  express 
charges  on  this  duplicate  shipment  also.  The  claim  agent  of  the 
express  company  recently  wrote  us  as  follows  (in  part):  "The 
limit  of  our  liability  is  for  the  actual  amount  charged  to  the 
consignee,  and  as  this  shipment  was  billed  f.  o.  b.  destination, 
kindly  give  me  your  letter  authorizing  reduction  of  the  claim  in 
the  amount  of  these  charges  (express  charges)." 

It  IR  our  contention  thai  we  are  entitled  to  the  invoice  value 
plOB  the-  fxpress  charges  on  HIP  lost  shipment,  even  if  these  were 
prepaid  by  us. 

Anawrr:  As  to  shipments  handled  by  the  American  Railway 
To.  and  the  companies  which  were  merged  In  the  form- 
that  company.  the  liability  of  the  express  companv  is 


limited  to  the  amount  specified  in  the  express  receipt  as  the  re- 
eled value  of  the  shipment,  and  where  no  valuation  is  stated 
mTr  the  provisions  of  the  express  receipt,  the  express  company 
Q  liable  onlv  to  the  extent  of  $50.00  per  100  pounds. 

A  carrier  is  not  liable  for  the  express  charges  paid  on  a 
' .  shipment  for  goods  to  replace  a  shipment  lost  or  dam- 
the  carrier.  Such  damages  are  known  as  special  or 
speculative  damages,  that  is,  those  not  in  the  contem 
the  parties  when  making  the  original  shipment  and  may  not  be 
ncluded  unless  the  carrier  had  notice  at  the  time  of  the  making 
of  the  contract  of  carriage  for  the  original  shipment  that  such 
damages  would  result  from  a  breach  of  its  contract  of  carriage. 

Delivery  Without  Production  of  Bill 

Michigan.— Question:  A  customer  of  ours  had  a  barrel  of 
powdered  sugar  shipped  to  him  from  Detroit,  Mich.,  which i  was 
received  without  revenue  billing.  They  were  badly  in  need 
[h?s  sugar  at  the  time  and  made  inquiries  every  day  as  to 
whether  it  had  been  received,  but  were  informed  two  or  three 
days  after  arrival  of  the  barrel  that  it  was  on  hand  and,  b 
delivery  could  **°  ma  HP  it  was  necessary  to  have 


. 


aCCeDot?oeubbe'iieeve  that  the  agent  was  in  the  right  in  refusing 
to  deliver  this  barrel,  without  the  surrender  of  the  original  1 
of  lading    when  he  knew   the  barrel   was  plainly  marked  for 
them    and    at    the    same   time    they   having   been    receivers    of 
freight  in  this  city  for  the  past  fifteen  years?     The  consignee 
told  him  that  the  shipment  was  from  Detroit  and  that  he  couli 
assess   freight   charges   accordingly   and   that  if  there   was   any 
difference  they  would  be  glad  to  settle  it  later.     Was  the 
signee  correct  in  refusing  the  shipment? 

Answer:     Section  8  of  the  Pomerene  bill  of  lading  act  pro 
vides  in  part  that  a  carrier,  in  the  absence  of  some  lawful  < 
cuse    is  bound  to  deliver  goods  upon  demand  made  by  the  ( 
signee  named  in  the  bill  for  the  goods,  if  such  demand  is  accoi 
panied  by  an  offer  in  good  faith  to  satisfy  the  carrier's  law! 
lien  upon  the  goods,  and  that  in  case  the  carrier  refuses  or  fails 
to  deliver  the  goods  in  compliance  with  a  demand  by  the  coi 
signee,   the  burden  shall  be  upon  the   carrier   to   establish   the 
existence  of  a  lawful  excuse  for  such  refusal  or  failure.     Section 
9   provides  in   part  that  the   carrier  is   justified,  subject  to  t! 
aforesaid  provision,  in  delivering  goods  to  one  who  is  the  con- 
signee named  in  a  straight  bill  for  the  goods. 

It  is,  therefore,  doubtful  whether  the  carrier  may  in  an; 
circumstances  demand  the  surrender  of  a  bill  of  lading  by  the 
consignee  in  a  straight  consignment  as  a  condition  precedent 
to  a  delivery,  except  where  the  carrier  has  reason  to  doubt  the 
identity  of  the  party  claiming  the  goods,  and  the  carrier's  refusa 
to  deliver  because  the  bill  was  not  surrendered  might  be  con- 
strued as  equivalent  to  a  conversion  of  the  shipment. 

EL  PASO  AND  S.  W.  STOCK 

The   Traffic   World   Washington   Bureau 

The  El  Paso  and  Southwestern  has  filed  an  application  with 
the  Commission  requesting  authority  to  change  its  authorized 
capital  stock  of  350,000  shares,  of  which  250,000  are  outstanding, 
par  value,  $100  per  share,  for  1,000,000  shares  without  par  value, 
of  one  class  and  without  any  preference.  The  application  is  the 
first  of  the  kind  to  have  been  filed  with  the  Commission  since 
it  began  supervision  of  the  issuance  of  securities  by  carriers 
under  the  transportation  act. 

The  applicant  proposes  to  exchange  750,000  shares  of  no 
par  value  stock  for  the  outstanding  stock  and  to  keep  the 
remainder  in  its  treasury.  No  money  consideration  will  be 
involved,  the  company  says,  and  there  will  be  no  assumption  of 
additional  liabilities  or  obligations. 

The  company  sets  forth  in  its  petition  that  under  the  trans- 
portation act  provision  is  made  for  distribution  of  net  profits  in 
proportion  to  the  value  of  the  property  and  irrespective  of  the 
par  value  of  outstanding  shares.  It  says  a  general  valuation  of 
the  railroads  is  proceeding  and  that  the  value  of  its  property, 
so  determined,  will  change  from  time  to  time  with  changing  con- 
ditions and  with  additions  and  betterments. 

It  will  be  impracticable  to  alter  the  outstanding  issue  of 
par  value  shares  to  conform  to  these  changes,  it  says,  and  that 
the  issue  of  shares  of  no  par  value  will  enable  the  capital  stock 
issue  to  conform  closely  to  the  actual  value  of  the  property  as 
it  changes  from  time  to  time.  For  many  years  the  company 
says  it  has  put  large  sums  into  its  property  without  issuing  stock 
therefor,  and  it  is  believed  that  the  present  par  value  share 
capital  has  no  relation  to  the  actual  capital  and  that  the  value  of 
the  property  should  be  expressed  by  a  no  par  value  share. 


Our  Washington  office  is  your  Washington  office  if 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


REPARATION  CLAIM  TIME  LIMIT 

Kditor  The  Traflic  World: 

From    inquiries   that   have   been    made   of   me   by   clients   It 
ins  that  there  is  a  confused  notion  in  the  minds  of  shippers 
;o  the  time  limit  within  which  suits  for  reparation,  based  on 
rates   charged    during   federal    control,    must    be   filed    with    the 
Interstate  Commerce  Commission.     In  this  connection,  no  doubt, 
the  article  you  carried  in  your  January  8  issue  (page  89),  under 
the  heading,   "Claims  Under  Federal  Control,"  will  be  helpful. 
It  occurs  to  me  that  your  very  serviceable  publication  would  be 
only  rendering  a  further  service  to  its  subscribers  if  the  matter 
i'  again  presented,  emphasizing  the  fact  that  such  suits  must 
be  filed  on  or  before  February  28,  1921,  not  with  the  individual 
ler,  nor  with  the  Railroad  Administration,  but  with  the  In- 
terstate Commerce  Commission. 

Secion  206,  paragraph  (c),  of  the  transportation  act  of  1920, 
effective  February  29,  1920,  provides: 

'•mnplaintx     praying:    for    reparation    on     account    of    damage 
I    to  have    heen   caused    by   reason   of  the  collection  or  enforce- 
i    by  or  through  the  president  during  the  period  of  federal  control 
rat.'s,    fares,    charges,    classifications,    regulations   or   practices    (In- 
cludtng    those    applicable    to    interstate,    foreign    or    intrastate    trafllr) 
which    were   unjust,    unreasonable,    unjustly   discriminatory,    or  unduly 
or   unreasonably    prejudicial,    or   otherwise    in    violation    of    the    Inter- 
Commerce   Act,    may    be    filed    with    the    commission    within    one 
year  after  termination  of  federal  control,  against  the  agent  designated 
the  president  under  sub-division   (a),  etc. 

The  one-year  period  of  limitation  on  reparation  claims  for 
rate  damages  is  not  to  be  confused  with  the  two-year  period  of 
limitation  upon  claims  for  loss  and  damage  provided  by  para- 
graph (a)  of  the  same  section. 

Of  course,  it  would  seem  that  these  reparation  claims  may 
be  filed  either  as  formal  or  informal  complaints. 

Washington,  D.  C.,  Jan.  13,  1921.  Karl  Knox  Gartner. 


WAR  TAX  ON  FREIGHT 

Editor  The  Traffic  World: 

It  seems  as  though  there  was  a  misapprehension  as  to  the 
intent  of  Congress  in  establishing  the  war  revenue  act  of  1917. 
Section  500,  provides  in  part: 

That   from  and  after  the  first  day  of  November,   1917,  there  shall 

f   levied,    assessed,    collected    and    paid    (a)    tax    equivalent    to    three 

T   centum    of    the    amount    paid    for    the    transportation    by    rail    or 

water  in    by  any  form  of  mechanical  motor  power  when  In  competition 

•ith  carriers  by   rail  or  water  of  property  by  freight  consigned  from 

lint  of  the  t'nited  States  to  another. 

We  have  studied  this  matter  over  very  thoroughly,  and  be- 
lieve Congress  meant  just  what  it  said — that  the  public  was  to 
pay  3  per  cent  war  tax  on  freight  charges  between  points  in  the 
United  States  regardless  of  whether  the  rate  was  1  cent  or  $1 
per  cwt. 

\Vc.  therefore,  do  not  consider  the  increase  in  rates  an  in- 
crease in  war  tax  percentages,  but.  do  consider  it  an  increase 
m  the  revenue  to  the  government,  and  if  the  freight  rates  are 
reduced,  the  war  tax  would  remain  the  same,  but  the  revenue 
to  the  government  would  be  reduced.  In  other  words,  we  con- 
sider that  the  war  revenue  act  was  intended  to  apply  to  all 
freight  charges  as  long  as  it  remains  in  effect,  regardless  of 
what  the  rate  may  be. 

The  debt  incurred  during  the  war  must  be  paid  by  the  people 
of  the  United  States,  and  as  we  understand  it  that  law  was 
•  tiacted  for  the  purpose  of  producing  revenue  to  help  reduce 
that  debt. 

We  are  not  writing  this  in  a  spirit  of  criticism,  or  to  create 
an  endless  discussion  in  The  Open  Forum.  We,  therefore,  trust 
that  the  views  expressed  will  be  accepted  in  the  spirit  that  they 
are  written,  and  we  believe  that  after  further  consideration  your 
correspondents  will  agree  with  us,  at  least  in  some  respects. 
Walter  A.  Zelnicker  Supply  Company. 

St.  Louis,  Jan.  14,  1921.        Wm.  P.  Malott,  Traffic  Manager. 

Editor  The  Traffic  World: 

I  have  read  with  interest  the  various  communications  rela- 
tive to  the  subject  of  war  tax  on  increased  freight  charges,  ap- 
pearing in  your  issues  of  Dec.  25  and  Jan.  8. 

H.  C.  Fischer,  in  his  communication,  points  out  clearly  the 
:t  that  freight  rates  in  the  east  have  advanced  75  per  cent, 
and  consequently  the  war  tax  has  increased  accordingly. 

However,  this  is  not  only  true  of  freight  charges  but  the 
war  tax  has  also  been  substantially  increased  on  commodities 


which  very  recently  have  declined  in  price  because  of  the  condi- 
tions of  the  market.  Naturally  the  amount  of  war  tax  on  then* 
commodities  decreases  according  to  the  decrease  In  value  of  the 
articles. 

On  the  other  hand,  freight  rates  have  not  declined,  and  at 
the  present  day  I  see  no  hope  of  any  reduction  along  this  line. 
Furthermore,  unless  the  carriers  are  enabled  to  make  a  net 
return  of  6  per  cent,  they  will  no  doubt  endeavor  to  secure  an 
increase  sufficient  to  guaranty  them  a  net  return  of  6  per  cent. 
In  this  case  we  would  be  subject  to  another  Increase  In  war  tax, 
whereas  prices  of  commodities  and  taxes  relative  thereto  would 
be  decreased. 

This  is  a  decided  discrimination,  and  should  not  be  over- 
looked by  shippers. 

I  have  delved  into  this  matter,  and  the  following  scale  ex- 
plains the  situation  in  regard  to  the  tax  on  freight: 

We  will  assume  that  the  charges  on  a  shipment  of  freight 
in  1917  were  $100.  The  tax  on  this  shipment  at  the  rate  of 
3  per  cent  amounts  to  $3.  In  June,  1918,  freight  rates  were  In- 
creased 25  per  cent  under  G.  O.  28.  This  makes  the  charges 
on  this  shipment  referred  to  in  1917  $125,  and  the  war  tax,  3 
per  cent  of  this  amount,  would  be  $3.75. 

Again,  on  August  26,  1920,  the  freight  rates  were  advanced 
40  per  cent  under  Ex  Parte  74,  making  the  freight  charges  on 
the  shipment  referred  to  $175  as  compared  with  $100  In  1917. 
The  tax  on  this  shipment  In  1920  would  amount  to  $5.25. 

From  this  we  can  readily  see  that  the  freight  charges  in- 
creased 75  per  cent,  and  the  war  tax  increased  accordingly. 

In  order  to  pay  the  same  amount  of  war  tax  on  shipments 
moving  in  1921  as  were  paid  on  the  same  shipments  moving  in 
1917— namely  $3 — it  would  be  necessary  to  reduce  the  percentage 
of  war  tax  to  1 . 8  per  cent  of  the  amount  of  the  freight  charges. 
1.8  per  cent  of  $175,  which  is  the  freight  charge  today  of  the 
shipment  referred  to  in  1917,  would  amount  to  $3.15.  This  is 
an  increase  of  1-7  of  1  per  cent  over  the  rate  as  charged  In  1917. 
but  we  can  well  afford  to  stand  such  a  small  item,  considering 
the  conditions  of  the  country  today. 

I  believe  there  are  good  grounds  for  proof  that  these  condi- 
tions should  be  and  will  be  remedied  if  shippers  take  an  in- 
terest in  the  matter. 

Medford,  Mass.,  Jan.  14,  1921.  G.  E.  Snook 


Editor  The  Traffic  World: 

The  writer  was  very  much  interested  in  the  article  on  pagt 
1234  of  the  December  25  issue  entitled  "Increased  War  Tax  on 
Freight,"  by  S.  W.  Allender;  also  Arthur  G.  Hyde's  comment 
on  the  same  subject  on  page  83  of  the  January  8  issue. 

In  going  over  this  matter  carefully,  it  has  always  been  our 
understanding  that  the  war  tax  on  freight  rates  was  3  per  cent 
and  en  checking  over  a  number  of  recent  freight  bills  we  find 
that  in  every  case  the  war  tax  still  remains  at  3  per  cent,  al- 
though the  freight  rates  have  been  increased  25  per  cent  in 
June,  1918,  with  the  additional  varying  increases  In  August,  1920. 

In  order  further  to  assure  ourselves  of  being  correct,  the 
matter  has  been  taken  up  with  the  Internal  Revenue  Department 
and  it  advises  that  the  3  per  cent  war  tax  on  freight  bills  is 
still  in  effect  and  that  the  increase  in  freight  rates  has  not 
automatically  increased  the  percentage  of  war  tax. 

Mr.  Allender  states  that  this  should  not  be  confused  as  a 
traffic  matter,  but  a  legislative  matter,  since  it  pertains  purely 
to  the  laws  governing  taxation.  However,  considering  his 
article  as  a  whole,  he  has  evidently  overlooked  this  very  point, 
in  view  of  the  fact  that  the  increase  in  the  freight  rates  was 
granted  by  the  Interstate  Commerce  Commission,  which  has 
supervision  over  traffic  matters,  but  absolutely  no  supervision 
over  legislative  matters;  and,  since  the  war  tax  is  entirely  a 
legislative  matter.  It  can  readily  be  seen  that  the  Interstate 
Commerce  Commission,  in  Increasing  the  freight  rates,  has  abso- 
lutely no  jurisdiction  over  the  Increase  in  the  war  tax  and. 
therefore,  the  increase  In  the  freight  rate  has  not  In  the  least 
automatically  Increased  the  percentage  of  war  tax. 

We  note  from  Mr.  Hyde's  article  that  he  considers  the  war 
tax  is  Increased  to  what  he  now  considers  approximate!  > 
per  cent,  and  goes  on  to  give  the  amount  of  transportation 
charges  paid  by  his  company,  and  then  asks  to  "hear  from 
others  regarding  the  unauthorized  increase  in  war  tax.  which 
has  increased  approximately  75  per  cent." 

We  do  not  know  what  the  freight  shipments  which  they 
received  consisted  of.  but  In  checking  over  some  figures  in  (hi- 
January  15  issue  covering  rates  on  perishables  where  refrigera 
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tion  expense  is  incurred,  it  is  noted  that  the  3  per  cent  war 
«  is  taken  on  the  freight  charges,  plus  the  refrigeration  charges. 
From  the  above,  you  can  see  that  we  agree  with  Mr.  Mc- 
Donald's criticism  on  page  137  of  the  January  15  issue. 

The  Under-Feed  Stoker  Co.  of  America, 

W.  M.  Bosworth,  Traffic  Manager. 
Detroit,  Jan.  18,  1921. 

COAL  LOSSES 

Editor  The  Traffic  World: 

An  advance  in  price  of  coal  from  90  cents  to  $5.00  a  ton 
a  corresponding  increase  in  freight  rates,  and  the  frequent 
shortages  of  coal  on  our  shipments,  has  led  us  to  give  the  coal 
handling  from  mine  to  plant  a  personal  investigation. 

Coal,  when  hoisted  from  the  mine,  is  wet.  This  moisture 
disappears  and  by  the  time  the  cars  are  weighed  on  a  track 
scale  the  coal  is  quite  dry.  Subsequent  evaporation  between 
mine  and  plant  does  not,  in  our  opinion,  exceed  %  of  1  per  cent. 
The  mine  operators,  however,  pay  their  miners  on  basis  of 
tipple  weight,  or  when  the  coal  is  wet,  and  it  is  to  their  interest 
to  pass  the  entire  evaporation  on  to  the  consumer. 

Few  mines  have  their  own  track  scales.  The  loaded  cars 
are,  therefore,  taken  to  a  railroad  assembling  yard  where  they 
are  run  over  a  scale,  coupled  together,  at  the  rate  of  five  to 
eight  mines  an  hour;  a  brakeman  calls  to  the  scale  operator, 
usually  stationed  inside  a  building,  "weigh,"  when  the  rear 
truck  has  reached  the  scale;  the  fore  truck  of  the  next  car  is 
frequently  on  the  scale  before  the  scale  beam  clicks,  indicating 
the  completion  of  the  weight  and  the  weight  they  really  get 
is  three-fourths  of  the  car  they  intend  to  weigh  and  one-fourth 
of  the  next  car.  In  the  case  of  the  modern  car  we  noticed 
the  front  truck  completely  off  the  scale  before  the  rear  truck 
reached  a  weighing  position.  Instead  of  weighing  the  empty 
cars  before  loading,  the  stenciled  tare  is  used. 

Industries  having  their  own  track  scales  should,  therefore, 
weigh  their  coal  when  the  car  is  standing  still  and  uncoupled 
at  both  ends,  and  the  empty  car  should  be  weighed  in  like  man- 
ner because  weights  taken  in  this  way,  under  National  Weigh- 
ing Association  rules,  take  precedence  over  the  weights  taken 
at  shipping  point  as  outlined  in  the  preceding  paragraph.  Freight 
bills  should  then  be  corrected  to  basis  of  destination  weight  and 
supported  by  the  weighmaster's  weight  ticket. 

The  Interstate  Commerce  Commission  held  in  case  of  Rice 
vs.  Georgia  R.  R.,  14  I.  C.  C.  7580,  that  wherever  upon  reweigh- 
ing  coal,  the  new  weight  was  1  per  cent  and  a  minimum  of 
500  pounds,  either  higher  or  lower  than  the  original  weight,  the 
charges  should  be  corrected  on  the  basis  of  the  new  weight. 

In  case  of  Duluth  Log  Co.  vs.  C.  St.  P.  M.  &  0.,  16  I.  C.  C. 
38,  39,  the  Commission  held  in  favor  of  reweighing  at  destina- 
tion. 

In  case  of  Miller  vs.  Pere  Marquette,  Unrep.  Op.  337,  the 
Commission  held  that  charges  assessed  on  weight  in  excess  of 
actual  weight  were  illegal. 

In  case  of  Peters  vs.  O.  S.  L.  R.  R.,  20  I.  C.  C.  598,  the 
Commission  held  that  consignee  is  not  bound  by  the  weights  on 
coal  given  at  point  of  origin  and  stated  in  the  way  bill,  but 
that  the  actual  weight  of  the  shipment  constitutes  the  true  basis 
upon  which  to  assess  transportaion  charges. 

In  28  I.  C.  C.  7  it  is  held  that  there  is  no  reason  why  weights 
at  origin  should  be  given  more  consideration  than  at  destina- 
tion, and  that  the  burden  of  proving  the  destination  weights 
incorrect  is  on  the  carrier. 

This  should  take  care  of  the  freight  charges  on  shortages. 
The  next  step  is  to  recover  the  value  of  lost  coal.  Under  the 
Carmack  amendment  to  the  Hepburn  Act  (Sec.  20  of  the  inter- 
state commerce  act)  when  the  holder  of  a  bill  of  lading  proves 
the  goods  have  not  been  delivered  to  the  consignee,  the  pre- 
sumption arises  they  have  been  lost  through  the  neglect  of  the 
carrier  or  his  agents,  and  the  burden  of  proof  that  the  loss  re- 
sulted from  some  other  cause  for  which  the  initial  carrier  is 
not  responsible  in  law  or  by  contract  is  then  cast  upon  the 
carrier  (H.  &  S.  A.  Ry.  vs.  Wallace,  223  N.  S.  481,  492,  32  Sup. 
C.  T.  205,  56  L.  ed.  516). 

It  is  evident  from  the  foregoing  that  the  carrier  is  liable 
for  all  proven  coal  losses. 

The  Highland  Iron  &  Steel  Company, 

John  C.  Fox,  Traffic  Manager. 
Terre  Haute,  Ind.,  Jan.  19,  1921. 

NEW  YORK  STATE  CANAL  OPERATION 

Editor  The  Traffic  World: 

In  the  January  8  issue  of  The  Traffic  World,  your  Wash- 
ington correspondent  reports  the  gist  of  a  letter  from  Secretary 
Baker  to  Congressman  Esch  defending  the  continued  operation 
of  government  barges  on  the  New  York  waterways  by  the  War 
Department.  Shipping  interests  throughout  New  York  state  feel 
strongly  on  this  question,  as  may  be  inferred  from  the  speech 
made  by  Congressman  Magee  in  the  House  opposing  any  fur- 
ther appropriation  for  governmental  inland  waterway  activities. 
Congressman  Magee  comes  from  Syracuse,  a  city  that  owes 
!  very  birthright  to  the  Erie  Canal,  and  the  congressman 


knows  what  he  is  talking  about  when  he  states:  "We  are  in- 
sistent that  the  government  stop  at  once  the  foolish  business 
of  wasting  large  amounts  of  public  money  in  experimental  op- 
erations upon  our  waterway." 

So  little  is  known  outside  New  York  of  the  real  facts  sur- 
rounding government  operation  on  the  Barge  Canal,  and  as  this 
waterway  is  a  transportation  medium  of  great  interest  to  ship- 
pers in  many  sections  of  the  country,  I  wish  to  present  the  true 
situation  to  the  shipping  public  through  your  columns. 

In   the   winter   of   1917-1918   it   became    apparent   that   con- 
struction work  on  the  Barge  Canal  would  be  completed  in  time 
to  throw  the  new  system  open  to  navigation  in  its  entirety  in 
May,    1918.     The    transportation    situation    of    that    period    was 
most  acute.     We  were  in  the  throes  of  the  war  and  it  looked 
as   though  hostilities   would   continue   for  some  time.     The  cry 
was,  "use  every  available  means  of  transportation."     The  execu- 
tive and  various  cabinet  officers  had  urged  the  development  and 
utilization  of  the  water  routes  to  supplement  the  overburdened 
rail  lines.     With  the  knowledge   that  a  water  route   physically 
capable  of  transporting  20,000,000  tons  of  freight  during  a  seven 
months'   season  of  navigation  would   become   available  for  use 
within  five  or  six  months,  such  water  route  paralleling  the  flow 
of  rail-borne  tonnage — Niagara  Frontier  to  tidewater — that  was 
one   of   the   heaviest   of   the   country,   New   York   state   officials 
made  a  survey  of  the  facilities  existing  on  the  waterways  for 
the  carrying  of  freight,  which  survey  revealed  there  were  ap- 
proximately 600  barges  of  the  so-called  "old  Erie  type"  fit  for 
service;    i.   e.,  boats  of  240-ton  capacity.     It  also  was  revealed 
that  but  one  company  was  engaged  in  trade  providing  service 
of  a  common   carrier  character,  this   company  owning  and  op- 
erating less  than  fifty  of  the  old  type  barges.     The  great  ma- 
jority  of   available   boats   were   owned   and   operated   by   indi- 
viduals, a  disorganized  lot,  maintaining  no  traffic  organization 
and  pursuing  an  obsolete  hit-and-miss  practice  of  doing  business. 
Perhaps  it  should  be  explained  how  it  happened  that  New 
York's  splendid  $154,000,000  canal  system  was  so  poorly  equipped 
at  that  time.     When  the  people  of  New  York  state  approved  by 
referendum  vote  in  1903  a  bond  issue  of  $101,000,000  for  the 
deepening  and  enlarging  of  the  state  canals,  there  were  about 
3,000   boats   plying  the   waterways.     Construction   work   was   in 
progress   fifteen  years.    Interruptions   to  navigation,  with   con- 
sequent depreciation  of  service,  had  caused  a  sharp  decline  in 
the  volume  of  canal  traffic.     Those  in  the  transportation  business 
in    1903,   as    years   went   on,   became    discouraged.     The   future 
looked  dark  and  no  one  could  say  when  the  new  canal  would 
be  finished.     Moreover,  no  one  knew  what  type  of  boat  would 
be   suitable   for  operation   on   the   Barge   Canal.     Consequently, 
the   old-timer  let  things   slide.     No   new   boats   were   built;    old 
boats  were  not  maintained  and  fell  into  disuse  and  disrepair; 
a  new  generation,  having  but  slight  knowledge  of  canal  trans- 
portation, entered  business  life  and  a  fifteen-year  period  of  in- 
activity and  retrogression  transpired.     But  during  all  this  time  I 
an  army  of  men  were  digging  and  blasting  their  way  between  | 
Lake  Erie  and  the  Hudson  River.     The  best  engineering  talent 
of   the    country   was    setting    its    genius    in    an    attack    against  I 
nature.     Great  dredges  and  mammoth  steam  shovels  were  work-  i 
ing  day  and  night  with  the  final  result  that  the  people  woke  one 
morning  in  the  spring  of  1918  and  found  that  after  all  the  far- 
sung  Barge  Canal  was  not  merely  a  political  reservoir  in  which 
millions  had  been  sunk,  but  the  finest  inland  waterway  in  the 
world,   and  it  was  ready  and  waiting  to  function  to  the  limit 
of  its   20,000,000-ton  capacity. 

State   officials    early   realized   that   the    canal    would   be   of 
little  utility  in  the  condition  in  which  it  was  born.     The  boats  ' 
available  were  too  few  and  the  transportation  organization  too  I 
feeble  to  enable  the  canal  to  function  in  anything  like  the  man-  ' 
ner  for   which   it  «vas    designed.     Furthermore,   financial   strin-  j 
gency  and  the  high  cost  and  scarcity  of  labor  and  boat  building  ; 
materials  militated  against  any  appreciable  development  by  pri- ! 
vate   enterprises.     So   the   state  turned   to   the   federal    govern-  ; 
ment.     The  spokesman  for  the   state   said   in  substance:     "We  ! 
have  spent  over  a  hundred  and  fifty  million  dollars  building  a' 
canal.     We  have  no  boats  and  conditions  are  such  no  one  will  j 
put  up  the  necessary  capital   to  build   boats.     Let  the  govern-  j 
ment  interest  itself  in  the  canal  as  a  war  measure;   supply  the 
needed  craft  and  divert  freight  from  the  paralyzed  rail  lines  to 
this  unobstructed  water  route."     And  the  government  agreed  to 
that  proposition. 

Then  began  a  series  of  incidents  culminating  in  the  present 
demand  of  New  York  state  shippers  that  the  government  get! 
out  of  business  on  the  Barge  Canal  and  cease  competing  with! 
private  citizens  in  a  field  where  it  has  no  moral  right  to  con-; 
tinue.  The  least  said  about  government  operations  on  the  New; 
York  waterways  in  1918  the  better.  New  York  is  ashamed  ofj 
the  war  record  of  its  canal  system  and  is  trying  to  forget  it.  I 
Let  it  be  known,  however,  that  the  government  placed  the  canal: 
subject  to  the  jurisdiction  of  the  Railroad  Administration,  and 
the  then  Regional  Director  of  the  Railroad  Administration  con- 
trolling the  government  canal  operations  had  been,  and  is  again 
today,  the  president  of  a  railroad  that  throughout  the  history 
of  canals  in  New  York  state  had  consistently  obstructed  and 
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opposed  I  lie  development  or  the  waterways.  Commodore  Van- 
.!«  ibilt  once  boasted  that  he  would  live  to  see  the  day  that  grass 
would  ^row  in  the  bottom  of  the  Erie  Canal,  and  such  expression 
t\  pities  the  antipathy  of  the  railroad  in  question  toward  the 
canal.  Is  it  any  wonder  that  at  a  time  when  the  transportation 
needs  ot  the  nation  were  the  greatest  in  its  history  the  New 
York  canals  carried  less  freight  than  during  any  year  since 
s:!7.  when  they  were  nothing  more  than  a  four-foot  ditch?  Canal 
rales  were  placed  on  Hie  rail  basis,  the  service  rendered  was 
abominable  and  the  first  year  of  government  operations  on  the 
New  York  canals  was  a  colossal  failure.  The  failure  was  ex- 
cused by  government  officials,  however,  on  the  ground  that  Hie 
liinr  permitted  for  the  mobilization  of  a  barge  fleet  and  an 
operating  organization  was  too  short  to  permit  of  efflcien 
suits.  In  a  measure,  this  was  probably  true,  but  1919  arrived, 
and  what  was  the  result? 

The  government  had  built,  between  the  close  of  navigation 
in  19 IS  and  the  reopening  in  1919,  51  steel  barges,  150  feet  in 
length,  21  feet  wide,  with  a  capacity  of  630  tons;  21  concrete 
barges  of  the  same  general  dimensions  with  a  capacity  of  400 
tons,  and  three  wooden  barges  of  500  tons'  capacity.  Here  was 
a  tleet  with  a  total  trip  capacity  of  over  40,000  tons.  Under  any 
sort  of  reasonably  efficient  operating  management,  the  fleet 
.should  have  carried  nearly  400,000  tons  during  the  season. 
Actually,  it  transported  194,352  tons  and  the  operations  resulted 
in  a  deficit  of  more  than  $500,000.  Such  deficit  does  not  include 
in i crest  on  the  investment  or  maintenance  charges — merely  the 
nut  of  pocket  loss.  Excusing  this  fiasco,  the  government  de- 
clared that  the  motive  power  available  for  the  movement  of 
the  new  large  barges  was  inadequate,  but  in  1920  twenty  new 
1  "iii-t'oot  steel  cargo  steamers,  twin-screwed,  developing  400 
I.H.P..  and  costing  nearly  $100,000  each,  would  be  in  service. 
And  then  all  troubles  would  be  ended. 

But  the  armistice  had  been  signed  and,  as  far  as  a.  war 
emergency  was  concerned,  no  occasion  or  justification  existed 
for  the  continuation  of  the  operation  of  government  barges  in 
a  commercial  service  on  the  New  York  canals.  In  fact,  when 
the  state  proffered  its  canal  system  to  the  government,  it  was 
the  distinct  understanding,  expressed  and  implied,  that  the  tenure 
oi  government  occupation  would  be  measured  by  the  period  of 
hostilities  or  the  life  of  the  federal  control  act.  Congress  de- 
cided to  repeal  the  control  act  and  in  the  measure  providing 
for  the  return  of  the  railroads  to  their  owners  the  policy  of 
the  government  toward  the  inland  waterways  was  to  be  defined. 
Representatives  of  New  York  state  in  Congress  urged  the  con- 
ference committee  of  both  houses  having  the  railroad  bill  in 
hand  to  write  nothing  into  the  bill  that  would  authorize  the 
continuance  of  government  activity  on  the  New  York  canals. 
Yet  when  the  Esch  bill  reached  Congress  it  was  discovered  that 
authority  was  given  the  Secretary  of  War  to  do  that  very 
thing.  A  storm  of  protest  arose  from  New  York  state  shippers. 
It  was  too  late  to  hold  up  the  passage  of  the  railroad  bill 
pending  an  amendment  exempting  the  New  York  canals  from 
its  provisions,  so  it  was  passed.  The  next  day  Senator  Wads- 
worth  introduced  a  resolution  in  the  Senate  (Senate  Joint  Res- 
olution 161),  which  was  amendatory  to  the  Esch  bill,  and  which 
provided  that  the  bill  "shall  not  be  considered  as  authorizing 
the  Secretary  of  War  to  operate,  or  cause  to  be  operated,  for 
commercial  purposes,  any  boats,  barges,  tugs,  or  other  trans- 
portation facilities  upon  the  New  York  State  Barge  Canal." 

At  a  hearing  on  the  resolution  held  by  the  Senate  interstate 
commerce  committee,  it  was  brought  out  that  the  conference 
committee  had  been  advised  by  government  officials  that  the 
government  had  not  taken  over  any  transportation  facilities  on 
the  New  York  canals  and  were  not  engaged  in  any  transporta- 
tion activity  thereon.  Such  misinformation  could  have  resulted 
from  but  two  causes — an  appalling  ignorance  on  the  part  of  . 
government  officials  as  to  the  activities  of  the  government,  which 
is  doubtful,  or  a  deliberate  and  wilful  misstatement  of  fact, 
which  is  probable.  The  Senate  committee  favorably  reported 
the  resolution  and  the  Senate  passed  it.  When  it  came  to  the 
House,  Congressman  Esch's  committee  held  a  hearing.  At  that 
time  representatives  of  the  Secretary  of  War  vigorously  opposed 
the  resolution.  It  was  said  the  Secretary  of  War  desired  to 
continue  the  governmental  experiments  on  inland  waterways. 
Such  a  program  really  resulted  in  making  a  plaything  of  the 
N'ew  York  State  Barge  Canal — a  $154,000,000  plaything.  And 
the  influence  of  the  Secretary  of  War  was  superior  to  the  desires 
•of  10,000,000  citizens  of  New  York  state.  The  House  committee 
did  not  report  the  resolution  before  Congress  adjourned  and  the 
'•tary  of  War,  during  1920,  has  continued  the  operation  of  a 
fleet  of  95  barges  in  a  commercial  service  on  the  waterways 
of  New  York  state  through  the  agency  of  the  Inland  and  Coast- 
wise Waterways  Service,  under  the  direction  of  the  chief  of 
the  Army  Transport  Service. 

As  Congressman  Magee  states,  the  "Utopian  expectation" 
of  the  Secretary  of  War  failed  miserably  and  lamentably.  With 
a  barge  fleet  costing  $4,500,000;  with  more  tonnage  in  sight 
than  could  be  handled:  with  physical  conditions  of  the  best: 
with  every  factor  contributing  to  the  success  of  the  operation 
and  not  a  single  obstacle  in  the  way;  and  when  every  other 


interest  in  the  transportation  buslnesM  on  the  canal*  made 
money,  the  War  Mepai -tim-nt  fell  down  worse  than  the  Railroad 
Administration.  It  ii  were  not  such  a  serious  matter  to  New 
York  state,  the  ridiculous  efforts  of  the  government  to  comluci 
a  business  enterprise  would  be  a  joke.  AH  It  IH.  It's  a  tragedy. 
The  history  of  the  1920  operations  are  replete  with  mismanage- 
ment. iiieiiii'lcMcy,  and  Incompetency.  The  deficit,  I  predict,  will 
nearly  equal  the  hall-million  loss  of  1919.  The  riotous  manner 
in  which  the  government  fleets  were  operated  defy  Imagination. 
Locks  have  been  damRged  time  and  again;  government  bargeH 
with  valuable  cargo  were  sunk  here  and  there  along  the  route 
they  were  In  frequent  collision  with  other  craft;  In  one  instance 
a  bridge  was  practically  demolished.  Rules  and  regulations 
were  openly  flaunted  by  government  employes  and  the  operation 
of  the  boats  was  a  constant  menace  to  tbe  system.  Had  such 
practices  been  followed  by  any  organization  other  than  one 
functioning  by  virtue  of  an  act  of  Congress,  such  organization 
would  have  been  barred  from  the  canal. 

The  failure  of  government  operations  in  1920  cannot  be 
excused.  The  federal  fleet  capacity  for  the  season  was  about 
600,000  tons.  It  carried  less  than  200,000  tons  and  its  proportion 
of  the  total  canal  commerce  was  less  than  the  1919  proportion, 
despite  the  fact  that  traffic  increased  15  per  cent  over  1919. 
Kquipment  characterized  by  the  government  as  "inadequate  and 
obsolete"  operated  with  far  greater  efficiency.  The  average 
speed  of  government  barges  was  but  24.4  miles  per  day,  an 
against  25.7  miles  made  by  independent  boats  propelled  by 
small  tugs  and  old  steamers.  The  average  trip  time  of  gov- 
ernment barges  was  twice  as  long  as  the  Independent  boats. 
Many  barges  operated  by  the  government  were  one  month 
in  transit  from  New  York  to  Buffalo  and  some  were  as  long 
as  seventy-five  days  making  the  trip.  Destructive  competitive 
methods  were  practiced.  Rates  were  cut  below  remunerative 
bases  and  private  operators  frozen  out. 

New  York  is  sick  and  disgusted  with  the  "war  on  canal 
commerce"  policy  of  the  War  Department.  It  demands  that  the 
government  cease  commercial  operations  on  its  canals  forth- 
with. It  has  assumed  nearly  30  per  cent  of  a  huge  loss  sus- 
tained by  the  federal  government  canal  operations.  It  has  seen 
private  initiative  thwarted  and  obstructed  by  impossible  com- 
petition and  the  rehabilitation  of  canal  commerce  thrown  back 
five  years  at  least.  The  eyes  of  the  country  are  on  the  New 
York  canals.  In  the  judgment  of  most  men  the  success  or  fail- 
ure of  the  Barge  Canal  will  control  the  development,  moderniza- 
tion and  improvement  of  other  waterways  throughout  the  coun- 
try. New  York  has  sublime  faith  in  its  waterways.  The  people 
believe  that  ultimately  they  will  achieve  as  great  a  success  as 
was  won  by  the  original  Erie.  But  no  success  may  be  had  so 
long  as  the  federal  government  continues  in  the  field.  I  think 
shippers  everywhere  will  recognize  the  justice  of  New  York's 
cause  and  can  appreciate  the  irremediable  harm  resulting  to 
waterways  generally  from  -the  failure  of  government  waterway 
activities  in  New  York  state.  The  question  is  a  sore  one  and 
New  York  traffic  men  wax  vehement  when  the  subject  is  men- 
tioned. 

The  Wadsworth  resolution  will  come  up  again  in  Congress. 
It  deserves  the  support  of  every  senator  and  congressman  who 
has  the  transportation  welfare  of  his  constituents  at  heart.  New 
York,  unaided,  may  fail  to  rid  Its  canal  system  of  the  federal 
millstone  about  its  neck,  but  if  the  true  friends  of  waterways 
will  lend  their  support  and  co-operation  the  fight  is  won.  I 
presume  to  ask,  therefore,  through  the  columns  of  The  Traffic 
World,  that  every  shipper  Interested  in  inland  waterway  devel- 
opment acquaint  his  representative  in  Congress  of  his  sympathy 
with  the  purposes  of  Senate  Joint  Resolution  161  and  urge  such 
congressional  representative  to  affirmatively  support  the  resoln 
tlon. 

E.  S.  Walsh,  Superintendent  of  Public  Works. 
Albany,  N.  Y.,  Jan.  13,  1921. 


TRACING  L.  C.  L.  SHIPMENTS 

Editor  The  Traffic  World: 

I  disagree  with  Mr.  Field,  traffic  manager  of  the  Elmira 
Chamber  of  Commerce,  that  the  solution  of  the  problem  of 
eliminating  delays  on  less-than-carload  traffic  is  through  a  cam- 
paign to  induce  or  force  the  railroads  to  record  at  transfer 
points  all  the  waybills  covering  L.  C.  L.  shipments;  nor  do  I 
agree  with  the  statement  of  Mr.  Potter  in  which  he  says  that 
the  service  given  L.  C.  L.  shipments  by  practically  all  railroads 
of  the  country  has  very  greatly  improved  and  is  in  many  cases 
fully  up  to  the  pre-war  schedule.  We  have  tabulated  the  time 
which  L.  C.  L.  merchandise  cars  originating  In  Brooklyn  are 
delayed  in  going  through  transfer  of  the  railroads  and  find  that 
the  detention  runs  from  six-tenths  of  a  day  to  seven  days.  This 
delay  cannot  be  remedied  by  instituting  tracers,  but  shippers 
may  derive  some  benefits  if  they  will  support  a  movement  call- 
ing the  carriers'  attention  to  the  much  talked  about  co-operation 
between  shippers  and  carriers  and  requesting  that  they  co- 
operate with  the  shipper  by  taking  proper  steps  to  eliminate 
the  intolerable  delays  at  transfer  points. 


196 


THE    TRAFFIC    WORLD 


Vol.  XXVII,  No. 


This  organization  is  at  present  actively  engaged  in  a  sys- 
tematic investigation,  endeavoring  to  ascertain  the  cause  for 
delays  at  transfer  points.  The  carriers  can  help  considerably 
if  they  would  endeavor  to  find  out  the  reason  for  such  delays 
and  then  act  forcibly  to  bring  about  the  remedy  to  insure  the 
expeditious  handling  of  L.  C.  L.  traffic  at  the  various  transfers. 
In  Brooklyn  we  have  auxiliary  terminals  where  freight  is  de- 
livered for  the  various  carriers  in  trunk  line  territory;  through 
package  cars  are  loaded  when  traffic  offered  is  sufficient  to  war- 
rant the  loading  of  through  cars  to  destination. 

In  our  investigation  we  find  that  a  number  of  Brooklyn 
shippers  were  trucking  their  L.  C.  L.  traffic  across  the  bridges 
and  ferries  to  lower  Manhattan,  claiming  that  their  freight 
would  be  handled  more  promptly  and  loaded  perhaps  in  through 
cars.  We  have  vigorously  condemned  this  practice,  and  ship- 
pers themselves  can  help  to  facilitate  the  movement  of  L.  C.  L. 
traffic  if  they  would  use  their  local  facilities  (as  in  our  case) 
BO  as  to  permit  the  loading  of  through  package  cars  to  destina- 
tion. 

Shippers  can  co-operate  by  not  burdening  the  railroad  com- 
panies with  L.  C.  L.  tracers,  which,  as  Mr.  Allender  of  St.  Louis 
points  out  very  clearly,  never  did  and  never  will  facilitate  the 
delivery  of  L.  C.  L.  traffic.  We  must  impress  upon  the  carriers 
the  importance  of  improving  their  service  at  transfer  points, 
and  when  this  is  accomplished  we  can  then  ship  our  less-than- 
carload  traffic  and  feel  safe  of  their  arrival  within  reasonable 
time. 

Frank  E.  Grace,  Traffic  Manager, 
Brooklyn  Chamber  of  Commerce. 

Brooklyn,  N.  Y.,  Jan.  7,  1921. 

Editor  The  Traffic  World: 

I  have  read  with  interest  the  letters  published  in  The  Traffic 
World  relating  to  the  tracing  of  less-carload  shipments.  I  agree 
with  Mr.  Woodward  that  it  Is  a  waste  of  time  and  money  to 
trace  L.  C.  L.  shipments  unless  transfer  points  have  a  record 
of  shipments  passing  through  their  stations. 

The  following  actual  experience  will  illustrate  the  difference 
between  two  roads,  one  where  records  are  kept,  the  other  with 
nothing  to  indicate  how  shipment  was  handled: 

May  1,  1920,  we  consigned  to  Pittsburgh  from  Decatur,  111., 
a  large  corn  shelter  weighing  about  two  thousand  pounds,  rout- 
ing same  via  Wabash  c[o  Pennsylvania  at  Logansport,  Ind. 
June  15,  Pittsburgh  advised  that  shipment  had  failed  to  arrive. 
Writer  was  instructed  to  try  and  locate  corn  sheller.  Decatur 
agent  furnished  waybill  number,  date,  car  number  and  initials, 
also  how  carded.  Danville  agent  advised  forwarding  to  Lafay- 
ette. Agent  at  that  point  furnished  forwarding  and  transfer 
reference,  advising  car  had  been  forwarded  to  Logansport,  Ind. 
Agent  for  the  Wabash  at  Logansport  furnished  car  number, 
initials,  date,  and  train  number  and  «heet  number  showing  ship- 
ment had  been  turned  over  to  the  Pennsylvania  at  that  point. 
At  each  of  the  above  named  transfer  points  forwarding  ref' 
erence  was  furnished  within  five  minutes.  Pennsylvania  agent 
had  a  record  of  receiving  the  machine,  but  was  unable  to  tell 
if  shipment  had  left  his  station.  After  making  a  search  through 
his  warehouse  he  advised  that  on  or  about  that  date  they  had 
loaded  eight  cars  for  Columbus,  O.,  and  the  chances  were  that 
shipment  was  in  one  of  these  cars.  Columbus  agent  had  a 
record  of  receiving  the  eight  cars,  but  was  unable  to  say  if 
shipment  had  gone  forward.  Again  making  a  search  of  the 
over  and  short  file  and  also  looking  through  the  warehouse 
with  no  success,  the  writer  found  that  about  that  date  there 
had  been  loaded  twelve  cars  for  Pittsburgh,  arriving  at  that 
point,  and,  after  a  very  careful  search,  I  failed  to  find  any  trace 
of  the  missing  machine. 

No  doubt  this  shipment  was  loaded  in  some  through  car 
for  some  eastern  point  and  is  now  held  for  billing.  If  the  Penn- 
sylvania had  a  record  of  the  transfers  we  would  have  located 
this  machine  within  a  short  time,  or  the  car  in  which  it  was 
loaded. 

We  have  long  since  duplicated  shipment  and  filed  claim 
and  should  the  shipment  reach  Pittsburgh  we  will  refuse  same 
and,  if  the  claim  department  wants  us  to  withdraw  our  claim,  it 
will  have  to  return  the  machine  to  Decatur,  111.,  free  astray 
plus  any  damage. 

From  the  above  experience  the  railroads  can  see  why  trans- 
fer records  should  be  made  and  filed  at  all  transfer  points.  The 
writer  has  found  that  he  can  locate  a  missing  shipment  within 
a  short  time  whenever  transfer  points  have  a  record,  but  when 
an  agent  advises  that  they  do  not  keep  any  record  we  wait 
about  thirty  days  and  duplicate  shipment,  filing  claim  sixty  davs 
after. 

W.  H.  Brownell,  Traffic  Manager. 
Burrell  Engineering  &    Construction   Co. 
Chicago.  Jan.  11,  1921. 

Kdltor  The  Traffic  World: 

I  have  noted  with  interest  various  items  in  The  Open  Forum 
illy  the  recent  articles  regarding  the  tracing  of  L    C    L 
snipments. 


I  wish  to  state  that  I  believe  Mr.  Field's  plan  is  the  right 
step  to  take,  not  so  much  to  hurry  the  movement  of  the  ship- 
ment as  to  enable  the  consignor  or  consignee  to  learn  something 
definite  about  his  goods  and  to  know  what  is  delaying  its  move- 
ment. There  is  a  lot  of  satisfaction  in  being  able  to  get  this 
information  whether  it  speeds  up  the  shipment  or  not,  because 
if  it  could  not  be  located  or  some  other  circumstance  prevented 
the  shipment  from  reaching  destination  for  any  unusual  length 
of  time,  proper  steps  could  be  taken  to  get  other  goods  or  make 
other  arrangements. 

It  seems  to  me  that  after  the  carrier  has  contracted  with 
the  shipper  to  forward  and  deliver  that  particular  shipment  and 
the  shipment  does  not  reach  destination  within  a  reasonable 
time,  it  is  up  to  the  carrier  to  advise  why  such  delivery  is  not 
made  and  be  able  to  state  where  the  shipment  is  and  what  is 
holding  it  up.  This,  as  I  see  it,  is  a  part  of  its  contract  and  if 
it  does  not  keep  a  proper  record  at  transfer  points,  etc.,  it  can- 
not furnish  the  necessary .  information  to  properly  satisfy  the 
shipper  or  consignee  as  to  why  the  contract  is  not  fulfilled. 

I  think  the. owner  of  the  goods,  whether  it  be  consignor  or 
consignee,  is  entitled  to  this  information  and  the  transportation 
companies  should  be  able  to  supply  it,  and  the  only  way  they 
can  supply  it  is  to  keep  a  complete  record  at  each  point  a  ship- 
ment is  handled  or  transferred  until  it  reaches  final  destination. 

This  may  cause  the  carriers  additional  dxpense,  but  I  be- 
lieve it  will  be  more  than  offset  by  a  reduction  in  claims  for  lost 
shipments,  because  the  carriers  will  have  a  better  check  on  these 
small  shipments  and  be  able  to  locate  them  quicker  and  at  the 
same  time  learn  something  for  their  own  account  regarding 
any  shipment  covering  which  the  claim  department  may  be 
handling  correspondence. 

B.  E.  Knipp,  The  Wm.  H.  Block  Co. 

Indianapolis,  Ind.,  Jan.  15,  1921. 

Editor  The  Traffic  World: 

The  present  discussion  in  your  columns  in  the  matter  of 
tracing  L.  C.  L.  freight  shipments  is  of  vital  importance. 

*  It  is  evident  that  the  carriers  do  not  realize  the  extent  of 
the  dissatisfaction  caused  the  patrons  of  shippers  by  the  lack  of 
definite  reports  on  shipments  in  transit. 

Without  joining  the  ranks  of  the  pessimists  the  writer  ven- 
tures to  say  that  if  this  situation  were  corrected  by  the  carriers, 
endless  complaints  by  consignees  and  a  consequent  betterment 
of  industrial  relations  would  soon  be  manifest. 

How  often  do  customers  ask  shippers  to  trace  shipments  and 
lay  the  blame  for  the  delay  on  them  for  carriers'  dereliction. 

This  is  of  course  unfair,  but  we  must  confess  it  is  true. 

Now,  as  a  remedy  for  the  situation,  if  shippers  could  secure 
accurate  passing  records  on  the  shipments  and  keep  their  cus- 
tomer informed  as  to  the  progress  in  transit  instead  of  quoting 
a  "probable  forwarding"  with  several  cars  involved,  the  situation 
would  undoubtedly  show  marked  improvement. 

The  incidental  expense  to  carriers  in  maintaining  these 
passing  records  would  more  than  be  offset  by  the  benefits  to 
themselves,  and  the  confidence  resulting  would  be  well  worth 
securing. 

Hail  to  the  coming  return  of  the  passing  report! 

A.  S.  Cameron  Steam  Pump  Works, 
W.  W.  White,  Traffic  Manager. 

New  York,  Jan.  14,  1921. 

Editor  The  Traffic  World: 

I    have   read    with   considerable   interest    several    letters    in 
your   columns   dealing   with    the    question    of   tracing   less-than- 
carloads  merchandise — a  subject  that  is  by  no  means  incidental  i 
to   traffic,   but,    on   the   contrary,    in   any   scientific   handling   of 
freight  shipments   is  a  potent  and  vital  factor. 

In  through  fast  freight  line  service,  one  of  the  fundamentals 
at  the  basis  of  efficiency  is  largely  under  the  control  of  the 
shipper.  He  should  see  that  consignments  are  routed  through 
from  forwarding  point  to  destination  and  "by  junctions."  When 
that  is  done  the  shipping  clerk  has  left  no  loophole  whereby  the 
billing  clerk  may  insert  unauthorized  and  frequently  weird  rout- 
ing to  suit  his  passing  whim  or  personal  preference.  Besides, 
it  is  too  much  to  expect  all  local  bill  clerks  to  have  at  hand 
reliable  information  on  through  car  service  and  even  if  they  had, 
their  duties  at  some  stations  are  so  multifarious  as  to  make 
it  easy  to  overlook  such  details. 

On  the  other  hand,  careful  routing  through  by  junctions 
saves  the  billing  clerk  time.  It  helps  him  locate  his  tariffs. 
When  he  sees  clear  and  specific  directions  he  enters  them  on 
his  way  bill  and,  that  being  done,  I  submit,  not  one  shipment 
in  a  hundred  will  go  astray  or  fail  of  proper  rate  application. 

A  concrete  example  frequently  met  in  our  own  experience 
will  illustrate:  A  New  England  shipper  desires  to  route  an 
L.  C.  L.  shipment  to  Minneapolis  C.  P.  D.  If  he  specifies  merely  < 
"C.  P.  D.,  Soo  Line,"  many  clerks  will  head  the  way  bill  on 
Chicago,  knowing  the  Soo  Line  operates  from  that  point.  Thus 
the  goods  would  be  loaded  in  a  through  car  at  Newport  for 
Chicago,  where  another  transfer  means  delay  with  added  danger 
of  loss  and  damage.  If  routed  properly,  "Canadian  Pacific 
Despatch  via  Newport,  Vermont,  Soo  Line  via  Sault  Ste.  Marie." 
the  shipment  goes  naturally  into  the  car  at  Newport  which 
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moves  dirci-ily  to  Minneapolis.  It  should  be  an  easy  mailer  for 
all  shippers.  lur.?e  and  small,  to  maintain  a  card  Index  ayslem 
(cn.TiiiK  each  patron.  Commercial  agencies  of  foreign  lines 
eonhl  supply  tlie-n  with  complete  "junction  routings."  which 
should  result  in  the  quickest  service.  There  then  could  be  no 
excuse  for  specifying  a  route  only  wht-n  such  is  requested  by  a 
customer  and  turning  over  to  the  railway  consignments  unrouted, 

The    results    of   such    haphazard    methods   are   well    known. 
Perhaps   i he   hill   clerk  does  not  route  the  shipment  beyond  his 
own    line.     It  drills   from  junction   to   junction.     Numerous   re- 
hamillngs  make  tracing  impossible.     The  shipper  is  at  a  loss  to 
any  real  assistance  because  he  does  not  know  what  lines 

carrying  the  goods.  By  the  time  tracers  pass  from  junction 
lo  junction  and  back  to  the  shipping  point  the  goods  may  have 
l.een  consumed,  or  a  claim  been  filed,  with  dissatisfaction  at  both 
ends  of  the  contract,  largely  because  neither  consignor  nor  con- 
signee realized  that  "through  junction  routing"  on  every  invoice 
order  was  an  essential  which  neitiier  could  afford  to  overlook. 
The  loss  in  time  because  of  useless  labor,  to  say  nothing  of  the 
loss  in  business,  is  a  sufficient  condemnation. 

On  the  other  hand,  suppose  a  New  England  firm  has  a  tele- 

i  requesting  the  tracing  of  some  important  item.  Com- 
mercial agents  of  the  principal  routes  have  passing  reports.  Let 
the  shipper  first  (and  this  is  important,  now  that  copies  of  way 
bills  are  non-existent)  obtain  from  his  local  freight  agent  com- 
plete billing  particulars — way  bill  number,  date,  conlents,  weight, 
through  routing,  car  number,  and  to  what  point  carded.  Send 
such  advice  immediately  to  the  commercial  agent  of  the  western 
route  specified,  and  the  rest  is  easy.  Passing  reports  will  be 
sent  the  shipper  and  simullaneously  a  carbon  copy  to  the  con- 
signee, who  will  thus  have  definite  facts  and  can  apply  to  the 
agent  at  his  end  to  trace  and  hasten  delivery.  This  relieves  the 
shipper's  mind  and  the  chances  are  he  will  hear  no  more  from 
his  customer  until  the  remittance  is  received  or  definite  advice 
that  the  shipment  actually  checked  short.  One  reason  for  preju- 
dice against  tracing  L.' C.  L.  shipments  is  not  far  to  seek:  Ship- 
pers have  often  received  replies  to  their  tracers  long  after  the 
goods  have  arrived  and  been  paid  for.  This  may  be  because 
some  tracing  clerk  has  not  mastered  the  modern  scientific  method 
of  direct  letters  and  telegrams  to  the  parties  vitally  concerned 
.  but,  instead,  is  clinging  to  the  old  method  of  circumlocution  in 
correspondence,  a  method  which  closes  the  door  to  up-to-date 
railroad  efficiency  in  tracing. 

I  feel  sure  that  if  shippers  will  co-operate  with  the  railways 
by  adopting  the  system  of  detailed  "through  junction  routing" 
and  the  railways  with  the  shippers  in  supplying  the  interested 
parties  with  up-to-the-minute  accurate  information,  a  large  part 
of  the  criticism  because  of  delays  in  transit  will  be  no  longer 
necessary. 

George  Keirstead,  Contracting  Freight  Agent,  Canadian  Pa- 
cific Despatch,  Soo  Line,  D.  S.  S.  £  A.  Ry.,  Spokane  International 

Ry. 

Boston,  Mass.,  Jan.  12,  1921. 


THE  INDUSTRIAL  TRAFFIC  MAN 

Editor  The  Traffic  World: 

I  have  read  a  number  of  the  articles  pertaining  to  Ihe  indus- 
trial traffic  man,  some  of  which  might  lead  one  not  familiar  with 
the  various  phases  of  traffic  work  to  believe  that  simply  because 
a  man  has  not  had  some  railroad  experience  he  is  not  to  be  com- 
pared to  one  who  has  had  some  experience,  no  matter  how 
limited. 

Understand  that  I  am  not  condemning  railroad  men  in  gen- 
eral, as  I  have  a  great  many  friends  and  acquaintances  among 
railroad  men,  but  I  must  say  that  some  of  the  articles  that  I  have 
read  have  bordered  very  closely  on  narrow-mindedness.  I  am  not 
in  any  way  attempting  to  throw  bouquets  at  myself.  Although  I 
have  not  had  any  railroad  experience,  I  would  very  much  dis- 
like to  think  that  I  do  not  know  any  more  about  traffic  work  than 
some  of  your  ex-railroad  men  with  whom  I  have  come  in  contact, 
The  writers  of  some  of  the  articles  even  intimate  that  a  trafiic 
man  should  be  so  wise  that  it  is  not  necessary  to  do  any  read- 
ing whatever,  but  to  know  so  much  that  he  is  abreast  of  the 
times  in  all  matters  pertaining  to  traffic.  I  myself  meekly  con- 
fess that  I  do  not  know  everything,  and  I  am  glad  of  the  oppor- 
tunity to  get  what  information  I  can  from  The  Traffic  World  and 
other  sources  of  information  lo  which  I  have  access. 

My  present  employers,  with  whom  I  have  been  for  a  num- 
ber of  years,  are  very  considerate  toward  me  in  spite  of  my  lack 
of  actual  railraod  experience.  However,  should  occasion  demana 
my  applying  to  some  other  concern  for  employment,  I  will  first 
obtain  railroad  experience  by  doing  some  railroad  office  janitor 
work,  or  something  of  the  sort,  which  I  think  will  give  me  the 
title  so  essential.  F.  E.  Morten, 

Traffic  Manager,  the  Rover  Wheel  Company. 

Aurora,  Ind..  January  13,  1921. 


Editor  The  Traffic  World: 

While  this  subject  has  been  well  chewed,  most  of  those 
who  have  commented  haven't  digested  so  as  to  get  the  main 
point. 

Mr.  Huntington's  caustic  remarks  in  the  issue  of  December 
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POSITION  WANTED  —  Traffic  executive  holding  Important  rail- 
way position  qualified  as  examiner  Interstate  Commerce  Commission 
seeks  wider  field.  Address  R.  E.  E.  301,  care  Traffic  World.  Chi- 
cago. 111. 

POSITION  WANTED  —  Hy  man  experienced  In  all  phases  of  traffic, 
both  commercial  and  railroad.  Versed  In  carriers'  liability,  handling 
el.  lima  and  rate  adjustments.  Familiar  with  import-export  pro- 
cedure, ocean  rates  and  insurance.  Age  36.  Good  credentials.  Ad- 
dresg  A.  N.  Q.  317,  Traffic  World.  Chicago.  _ 

POSITION  WANTED  —  Traffic  Manager  or  assistant,  over  sixteen 
years'  practical  railroad  and  Industrial  experience.  Versed  In  handling 
claims,  rate  adjustments  and  procedure  before  various  regulatory 
bodies.  Now  employed  and  desire  to  locate  In  Chicago.  Married:  age 
34.  Excellent  credentials.  Address  U.  L.  L,.,  321. 

POSITION  WANTED—  As  Traffic  Manager  or  Aralxtunt.  Years  of 
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Address  C.  C.  C.  327.  Traffic  World,  Chicago. 

POSITION  WANTED  —  Auditor  and  Traffic  Manager  short  line. 
with  twelve  years'  experience,  thorough  in  all  departments,  desires 
similar  position,  effective  about  April  1st.  Bent  of  records  and  refer- 
ences. Reason  for  changing  road,  being  sold  to  trunk  line.  Address 
Y.  O.  N.  325,  Traffic  World.  Chicago. 

WANTED  —  To  buy  copy  Kelly's  15-1..  Write  J.  K.  Watkins  Co., 
Traffic  Department,  Winona,  Minn. 

FOR  SALE—  Several  cars  first  class  KxS—  X  ft.  No.  1  Oak  Ties  for 
immediate  shipment.  Also  some  7x9  and  6x8  oak  switch  ties.  I..  K. 
Pearson,  Edwardsburg.  Mich. 


'WANTED,       ATTENTION— General       Manager: 
"CAR-7"  above. 
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25  are  not  called  lor.  As  to  the  "mail  order  traffic  man,"  I  wish 
to  refer  him  to  the  work  of  J.  W.  Cobey,  "The  Traffic  Field." 
Mr.  Cobey  was,  at  the  time  his  work  was  published,  traffic 
manager  of  the  National  Cash  Register  Company.  What  he 
says  of  "experience  only  versus  technical  training,"  and  the 
"advantages  of  vocational  training"  will  not  fail  to  impress 
some  of  these  scoffers  at  technical  education. 

There  are  said  to  be  fifteen  thousand  principles  in  traffic, 
and  no  man  can  know  them  all  in  many  lifetimes.  Nor  do  the 
"mail  order"  men  object  to  the  railroad  man's  competition,  or 
are  they  "these  half-baked,  jobless  traffic  men,"  asking  someone 
to  get  them  a  "ten  thousand  dollar  job,"  as  this  "expert"  puts 
it;  they  only  desire  to  get  the  chance,  even  in  a  clerical  ca- 
pacity, "to  apply  their  training  and,  If  they  lack  railroad  experi- 
ence, they  won't  be  likely  to  acquire  a  railroad  bias  in  analyzing 
a  problem  and  construe  points  to  the  benefit  of  the  carrier. 

One  of  the  first  things  the  writer  learned  in  traffic— and 
he  was  an  expressman  with  good  experience  and  hard  knocks 
to  his  credit— was  how  little  he  was  ever  likely  to  know  of  the 
profession,  and  he  didn't  have  to  sit  at  the  feet  of  any  railroad 
"Gamaliel,"  either,  to  learn  that  much.  He  got  his  humbleness 
of  spirit  directly  from  contact  with  the  public  and  hard  work 
and  the  "burning  of  midnight  oil,"  which,  as  P.  W.  Johnson,  in 
the  December  27  issue,  remarks,  is  some  indication  that  one 
may  be  worth  while,  and  also,  as  he  says,  that  these  schools 
owe  it  to  students  to  educate  industries  that  experience  alone 
is  not  everything.  It  Is  certain  they  are  killing  the  profession 
by  creating  too  many  embryo  traffic  experts,  but  it  is  also  certain 
that  all  will  not  prove  fitted  to  the  work. 

With  railroad  men,  I  think  a  first-hand  intimacy  with  a  pile 
of  freight  is  preferred,  as  you  get  your  experience  in  proper 
packing,  marking,  and  the  knocks  a  piece  may  get  in  a  journey; 
but  railroad  freight  in  this  respect  is  no  better  than  express 
or  any  other  branch,  and  express  is  similar  in  many  respects. 

But  everyone  could  not  foresee  his  present  choice  to  have 
started  in  railroad  work,  or  to  get  some  other  college  education 
that  some  concerns  demand;  but  give  a  man  credit  for  waking 
up  and  having  sand  to  spend  his  dollars  and  spare  time  to  get 
the  knowledge — and  he  might  have  got  the  hard  knocks,  too,  in 
weary  months  of  war  service  and  French  railroad  experience. 
I  recommend  Mr.  Huntington  and  others  to  ride  in  a  French 
box  car  a  few  days,  as  a  piece  of  freight  with  other  human 
freight. 

What  these  "jobless,  half-baked  mail  order"  men  desire  is 
to  earn  a  living  in  their  legitimate  choice  of  work,  nor  do  they 
beg  for  help  or  a  big  job  to  start  on. 

So  get  the  point  and  adjourn  this  "sewing  circle"  confer- 
ence. No  one  wants  preference,  only  a  measure  of  equality 
that  we  have  learned  by  a  "shortened  route."  Many  have  some 
shipping,  traffic,  or  business  experience  of  value  also,  but  "the 
railroad  man"  wins  anyway. 

Taunton,  Mass.,  Jan.  7,  1921.  Howard  C.  Walton. 

Editor  The  Traffic  World: 

I  have  read  with  interest  the  several  articles  published  in 
your  valuable  paper  regarding  the  industrial  traffic  man  and,  in 
my  judgment,  neither  the  university  trained  man  nor  the  rail- 
road man  fully  realizes  the  extent  of  the  detail  connected  with 
industrial  traffic  work,  especially  with  an  automobile  manufac- 
turing industry,  where  a  variety  of  commodity  runs  into  a  thou- 
sand parts.  While  the  university  trained  man  has,  without 
doubt,  gained  a  great  deal  of  knowledge  pertaining  to  traffic 
work,  and  while  the  railroad  man  has  also  gained  a  great  deal 
of  knowledge  from  the  railroad  point  of  view,  should  the  gen- 
eral manager  of  an  industrial  concern  hire  either  to  take  charge 
of  traffic,  in  my  opinion,  he  would  not  be  using  the  best  of 
judgment.  My  own  experience  has  taught  me  that  this  class 
of  work  can  only  be  ascertained  correctly  through  actual  prac- 
tice on  the  job.  In  order  to  qualify  to  handle  a  traffic  depart- 
ment for  an  industrial  concern,  a  man  should  be  familiar  with 
the  following  from  an  industrial  point  of  view: 

.  Be  able  to  read  blue  prints  in  order  to  be  familiar  with  various 
i  In  all  stages,  in  order  to  properly  classify  shipments. 

familiar  with  purchasing,  production,  accounting  sales,  as  a 
«£l"i rtmen1}?1"0"1         '  maintalned  deals  extensively  with  all  of  these 
3.  Regardless  as  to  how  well  versed  he  may  be  in  traffic  work  he 
mu»t  also  possess  executive  ability 

Be  familiar  with  the  different  operations  performed  in  his  de- 
This  applies   to   rough  labor  as  well  as  clerical  work   in 

?     K?W  that  the  work  ls  beins  ProPerly  carried  out  so  as  to 
•ecure  for  his  company  a  fair  return  for  their  money. 

kVhile  the  securing  of  supply  or  material  for  the  traffic  depart - 
LffS  io  "£..*  Purchasing  proposition,  the  traffic  man  should 
be  required  to  know  the  kind  and  quantity  needed  and  at  what  price 

should  be  thoroughly  familiar  with  the  different  commodities 

•lured  by  his  concern   In  order  to  properly  fill  the  orders  that 

mtor ?d"pa£mont  department  by  either  the   purchasing  or 

V'  Jt,^1  '•  t°  J>«vo  .Inrisdiction  over  all  units  belonging  to  traffic 

fwf  ™HdJr .f?m1Iiar  w'th  <he  dlsnatchln*  of  tnicks.  eitheY  one  or  a 

«    ?>       , alntaln  a  co«t  record  of  each  truck  daily. 

•oiiKhly  familiar  with  his  company's  product  as  to  safety 
n    u      methods  and  expense  entailed. 

to  »  ,? ''""'d  kno«;  ««   »   Stance  when  making  his  daily  rounds  as 

i     i     d<-P»rtm«.|it    is   properly   kept   in   shape    and   that   the 
nanchlp  Is  being  performed  with  the  highest  efficiency 


From  the  railroad  point  of  view: 


1    Proper  billing  of  shipment  that  is  to   secure  the  best  possible 

r°Ut|  VarkoipfrtchieasIsTyeintgPo°fSll)sI  Carload  shipments.  A  man  must  be 
familiar  with  the  commodity  as  most  industrial  concerns  will  adont 
a  different  name than  that  shown  in  classification,  especially  m  the 
*«tomobUe  line  ^^  ^  ^  c  ^  Qr  c  d  ghip  t  The  traffic 
man  should  he  familiar  with  the  regular  routine  employed  by  the  rail- 
road company  for  handling  such  shipments,  also  know  or  be  familiar 
with  -junction  points  and  know  who  to  apply  to  for  such  information. 

4  The  filing  of  claim  and  follow-up  systems  involves  a  great .  d eal 
of  detail,  and  unless  the  traffic  man  is  thoroughly  familial  with  the 
proper  routine,  he  is  seriously  handicapped  and  is  apt  to  cause  a 

great  Ir^setpY£pserflem;ckln&  of  rates  is  also  very  essential  and  unless 
the  traffic  man  know  the  key  to  both  classification  and  tariff  he 
surely  handicapPed.ab]e  ^  .^^  &  &  Astern  in  the  traffic  ofli, , 

that  will  give  the  necessary  information  and  at  the  same  time  avow 
duplication^  how  ^  prepare  foreign  shipments  is  another  very 
important  matter— in  fact,  just  as  important  as  it  i 

or  how  to  secure  documents  such  as  booking  declarations  or  rates. 

8  Keeping  up  to  date  with  the  Interstate  Commerce  Commission  s 
ruling  and  decisions  is  another  duty  that  requires  a  great  deal  of 
attention. 

The  detail  connected  with  the  above  is  a  history  by  itself 
and  I   am   satisfied   that  if  the   man  that  has   received   only  a 
railroad  training  and  the  university  trained   man  get  together 
and  analyze  the  foregoing,  they  will  be  convinced  that  there  i 
little  choice  between  them  so  far  as  traffic  work  is  concerned. 

Wm.   M.  Fuller,  Traffic  Manager, 

Scripps-Booth  Corporation. 

Detroit,  Jan.  17,  1921. 

Editor  The  Traffic  World: 

I  have  read  with  considerable  interest  the  items  published 
in  your  valuable  paper  with  references  to  the  industrial  traffic 
man. 

The  writer,  having  had  ten  years'  experience  in  a  local 
freight  office,  in  that  time  working  from  the  notice  of  arrival 
desk  to  the  position  of  assistant  accountant,  coming  in  contact 
with  the  O.  S.  &  D.  department,  billing  department,  claim  de- 
partment and,  in  fact,  every  department  in  the  office,  agrees 
with  Clyde  N.  Thompson's  article  in  which  he  states  that  the 
ex-railroad  man  is  more  able  to  give  his  employer  better  traffic 
service. 

As  far  as  the  railroad  man  watching  the  clock  is  concerned, 
I  have  seen  times  when  the  whole  office  force  worked  overtime 
every  night  without  receiving  any  additional  compensation,  and. 
not  only  that,  but  considered  it  a  novelty  to  get  a  holiday  off. 

Do  not  misunderstand  me  in  thinking  I  condemn  the  ex- 
tension courses,  as  a  traffic  man  might  absorb  many  things  in 
a  traffic  course  that  he  did  not  in  the  railroad  office,  where  he 
was  kept  too  busy  on  his  own  job  to  grasp  everything  that  he 
might  have;  but,  in  comparing  the  two,  and  not  because  I  hap- 
pen to  be  an  ex-railroad  man,  I  am  sure  the  man  with  the  rail- 
road experience  who  has  been  wide  awake  has  the  advantage 
over  the  man  just  technically  trained. 

James  R.  Holden, 
Traffic  Department,  Pacific  Mills. 

Boston,  Jan.  14,  1921. 


Editor  The  Traffic  World: 

Your  editorial,  "The  Industrial  Traffic  Man"  (August  28), 
has  brought  forward  an  abundance  of  letters.  Many  of  those 
writing  seem  to  be  more  or  less  jealous  of  the  man  with  trans- 
portation experience.  But  why  should  there  be  any  such  thing 
when  there  are  so  many  other  lines  of  profitable  endeavor? 
Have  so  many  been  misled  to  believe  that  a  traffic  school  di- 
ploma means  that  he  is  an  efficient  and  experienced  traffic  man 
We  fear  that  many  of  their  authors  fail  to  discern  that  in  busi- 
ness it  is  the  capable,  energetic,  and  more  often  the  experience 
man  that  is  promoted.  The  careless,  indifferent,  and  inexperi- 
enced man  usually  remains  in  the  ranks.  The  successful  cai 
didate  for  an  industrial  traffic  manager  position  seldom  is  se- 
lected from  the  ranks.  He  must  be  a  bigger  man.  The  duties 
of  such  a  position  require  a  man  of  more  ability,  education  and 
experience  than  most  of  them  have;  he  is  more  often  selected 
from  the  traffic  department  of  transportation  lines  and  usually 
because  of  his  wide  knowledge  and  experience  in  all  branches 
of  transportation.  He  knows  the  "railroad  game,"  which  is  a 
large  part,  of  traffic,  from  "old  horse"  or  "over-pile"  up  to  the 
making  of  rates,  competent  to  meet  the  public  (which  is  most 
important)  and  securing  of  tonnage.  The  large  fund  of  infor- 
mation and  knowledge  thus  obtained  is  most  useful  to  him  in 
practically  any  line  of  business  and  particularly  so  in  that  of 
an  industrial  traffic  man.  The  well  equipped  and  successful 
traffic  manager  appreciates  this  and  also  does  he  hold  in  high 
regard  his  friendships  among  the  men  holding  responsible  posi- 
tions with  transportation  lines,  freight  committees,  etc.  No 
traffic  school  (if  it  tells  the  young  man  the  truth)  can  give  him 
any  such  a  foundation  for  an  industrial  traffic  position.  Many 
men  seem  to  try  to  make  themselves  believe,  however,  after 
taking  such  a  course,  that  they  are  fully  equipped  for  such  a 
position.  They  may  not  be  entirely  to  blame.  They  probably 
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The  NEW  CRUISING  STEAMER 


Displacement 
21,167  Tons 


HAWKEYE  STATE 


Speed 

17',,  Knots 


Maiden  Voyage,  Sailing  From  Baltimore,  Md.,  February  15, 1921 
EXPRESS  FREIGHT  SERVICE          DE  LUXE  PASSENGER  SERVICE 

Direct  Freight  Service  to  the  Following  Portll 

Port  of  Los  Angeles,  San  Francisco,  Honolulu,  Hilo 
and  Other  Ports  of  Call  in  the  Hawaiian   Islands 

For  Passengers:  A  delightful  cruise  with  one-day  stop-over 
and  shore  excursion  at  Havana.  Cuba  and  the  Panama  Canal 
as  well  as  regular  Ports  of  Call. 

MATSON  NAVIGATION  COMPANY 

BALTIMORE,  MD.        SAN  FRANCISCO  HONOLULU 

26  South  Cay  Street       120  Market  Street      CASTLE  &  COOKE,  LTD. 


Duo  Safety 

Shipping  Tag 


MITCHELL  MOTORS  CO.,  Inc 

^^^.  RACINE.  WIS.,  U.S.  A. 


The  Tag  With  Salety  Identification  Stub 


A  shipment  lost  in  transit  means  a  dis- 
appointed customer  and  often  a  big 
loss  to  both  shipper  and  consignee. 

The    DuoSafety     Shipping   Tag 

protects  shipper,  customer  ancTcarrier 


Sole  [Afanu/acfurer* 

INTERNATIONAL  TAG  COMPANY 

319-329  North  Whipple  Street 
CHICAGO,  ILLINOIS 


ROUTE  YOUR  CARGO  VIA 

MOBILE,  ALA. 

SHORT  LINE  EXPORT  OUTLET 
From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:   Liverpool,  Manchester,  Glasgow, 
Belfast,  Dublin  and  Bristol  Channel  Ports 

Wf  Solicit  Central  Cargo 

••AFOUNDRIA"    Liverpool  4  Manchester    Due  about  January  18th 
"MAIDEN  CREEK"  -Late  January    Hamburg  &  Newcastle  on  Tyne 
•r  "COAHOMA  COUNTY"    Late  Jan.    Hamburg  *  Newcastle  on  Tyne 
"COAHOMA  COUNTY"--Lale  January,  early  February.  Bremen  \  Hull 
or  "MAIDEN  CREEK"    tale  January,  early  February.  Bremen  A  Hull 
"EASTERN  SUN"- February.  Liverpool  and  Manchester 

Waterman  Steamship  Corporation,  MALA:EI 

Our  Service  Backed  by  18  Yean'  Experience 


THE  TARIFF  FILINGS 

Rejections  and  Suspensions 

The  Embargo  Notices,  Modifications,  and 
Cancellations 

The  Fourth  and  Sixth  Section  Orders 

AND  THE 

Consolidated  Classification 

AND 

Railroad  Rate  Committee 

DOCKETS 

Are  All  Now  Promptly  Printed  in 

THE  DAILY  TRAFFIC  WORLD 

AND 

THE  WEEKLY  TRAFFIC  BULLETIN 

Samples  and  full  information  free  on  request 

THE  TRAFFIC  SERVICE  CORPORATION 

(Publisher.  The  Traffic  World) 

418  South  Market  Street  Chicago,  111. 


TRANS -CONTINENTAL  FREIGHT  Co. 

Export  and  Domestic  Freight  Forwarders 

Cpnsolidators  of  Freight  and  Co-operators  with  Shippers.    A  Service  Which  Saves 
Time,  Trouble  and   Money.     Don't  hesitate — Investigate—  Write  for  particulars. 

General  Offices:    Chicago.  203  Dearborn  St.  Eaacern  Offices:    New  York,  Woolworth  Bldft. 


Boston,  Old  South  Bldg. 
Buffalo,  Ellicott  Squart 


Philadelphia.  Drexe!  Bid*. 
Cincinnati,  Union  Trust  Bldg. 


Cleveland,  Hippodrome  Bldg. 
Los  Angeles,  Van  Nuys  Bldg. 


San  Francisco.  Monad  nock  Bldg. 
Seattle.  Alaska.  Bldg. 


J.  W.  ROBERTS,  President 


FRED  I'KTTUOHN.  Vk*-f*rMid*nt 


rANLEY  WOOD.  S«cT«tarv-Tt**uur*r 


HI Illllllllll 


The    Roberts  -  PC tti  j ohn  -  Wood    Corporation 

Accounting    Service 

AMMfTM  IMfPIr?1^  the  appointment,  as  Eastern  Manager,  of  MR.  FRED  A.  DAVIS,  with  Headquarters 
4-AJl  \J  AM  VUS  VSJI  JIM  ^ILatJ)  at  Washington.  Mr.  Davis  was  formerly  Comptroller  of  the  New  York  Dock  Company 
and  the  New  York  Dock  Railway.  He  previously  served  as  Chief  Accountant.  United  States  Railroad  Administration  at 
Washington;  and  as  Assistant  Auditor  of  Disbursements  of  the  Atchison,  Topeka  and  Santa  Fe  Railway  Co. 

Mills  Building.  Washington.  D.  C.  Twenty  East  Jackson.  Chicago 
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have  read  some  glaring  advertisements.  You  can  quickly  be- 
come a  real  traffic  expert,  etc.,  but  you  don't  without  practical 
experience,  no  more  than  surgeons  or  ministers  or  lawyers  at 
once  upon  the  completion  of  their  college  courses  are  experi- 
enced or  famous  in  their  lines.  Few  traffic  men  are  lawyers 
nor  do  they,  nor  should  they,  handle  legal  or  Interstate  Com- 
merce Commission  cases  (they  usually,  however,  secure  and 
prepare  the  evidence  for  the  cases)  any  more  than  the  sales 
manager  or  the  purchasing  agent  should  handle  such  cases. 

It  is  interesting  to  check  through  the  year  books  of  the 
National  Industrial  Traffic  League,  the  New  York  Traffic  Club 
and  the  Chicago  Traffic  Club,  to  ascertain  how  many  industrial 
traffic  men  are  ex-transportation  men.  There  is  another  long 
list  of  transportation  men  who  have  become  sales  managers, 
vice-presidents,  general  managers,  directors,  etc.,  in  industries. 
It  can  readily  be  seen  the  capable  railroad  man  succeeds  in 
other  lines  as  well  as  in  traffic  positions. 

The  recent  National  Industrial  Traffic  League  meeting  at 
New  York  brought  together  a  large  body  of  successful  and  busy 
traffic  men  to  consider  some  of  the  biggest  questions  in  the 
business  world  today.  It  was  remarked  more  than  once  "the 
fine  quality  of  men" — "the  unusually  intelligent  group  of  men," 
etc.,  and  yet  the  large  majority  were  ex-transportation  men. 

Our  suggestion  and  recommendation  to  those  who  desire 
to  become  industrial  traffic  men  is  to  obtain  practical  experi- 
ence in  some  good  industrial  traffic  department  or  with  some 
transportation  line.  If  they  still  want  to  try  the  traffic  school 
in  connection  with  their  work  and  have  the  time  and  money 
to  spare  they  might  spend  some  of  it  in  some  good  traffic 
school. 

New  York,  Jan.  11,  1921.  E.  H.  Newsom. 


INTRASTATE  RATES  ON  BRICK 

Hearing  on  No.  11929,  Western  Brick  Company  et  al.  vs. 
B.  &  O.  et  al.,  was  held  before  Examiner  Carter  in  Chicago, 
January  18.  C.  R.  Hillyer,  counsel  for  the  brick  company,  said 
his  company  had,  at  the  instigation  of  the  Commission,  been 
a  party  to  No.  11894,  intrastate  rates  in  Indiana.  This  matter, 
he  said,  was  argued  before  the  Commission  December  13  and 
covered  the  same  point  as  the  present  case — namely,  that  the 
present  intrastate  rates  on  brick  in  Indiana  are  discriminatory 
on  account  of  the  difference  between  them  and  the  rates  from 
Danville,  111.,  to  Indiana  points.  Mr.  Hillyer,  therefore,  requested 
that  the  testimony  taken  in  the  previous  case  be  allowed  to 
stand  in  this  one,  and  that  the  case  be  held  open  until  a  decision 
had  been  rendered  on  No.  11894. 

D.  P.  Connell,  of  the  New  York  Central,  speaking  for  the 
carriers;  made  a  statement  touching  on  the  request  of  the  Com- 
mission that  such  fourth  section  departures  as  may  exist  in  the 
complaint  be  presented  for  consideration  at  this  hearing.  He 
said  that  in  case  the  Commission  decided  to  grant  the  increase 
In  rates  requested  by  the  carriers  in  No.  11894,  many  of  the 
fourth  section  departures  now  present  would  disappear.  "There 
are,  however,"  he  said,  "departures  on  practically  every  line  in 
cases  where  long  lines  meet  the  rates  of  short  lines.  These 
departures  are  not  peculiar  to  brick  rates,  but  apply  in  almost 
all  class  and  commodity  rates,  to  a  certain  extent.  We  do  not 
think  that  the  Commission  intends  to  attack  these  departures 
but  if  such  should  be  the  case,  we  join  Mr.  Hillyer  in  requesting 
that  the  case  be  held  open  so  that  we  may  present  evidence 
in  justification  of  these  departures." 


CAR  DETENTION  FIGURES 

The  Traffic   World   Washington  Bureau 

In  order  that  it  may  have  data  not  compiled  to  prove  a  par- 

r  point  in  a   particular  case,   the   Commission   has   called 

r'carriers  for  car  detention  figures,  which,  it  is  believed 

II  give  it  a  better  idea  as  to  whether  the  high  demurrage  rates' 

Uty  charges,  and  restrictions  on  reconsignment  are  accom- 

plishing what  they  were  intended  to  bring  about  in  the  way  of 

the  conservation  of  equipment,  or  are  merely  adding  to  the  rev- 

enues of  the  carriers.    On  or  before  February  28  the  carriers  are 

h  car  detention  flgues,  under  oath,  for  the  months  of 

September,  October  and  November,  of  1917,  1918  and  1919    col- 

lectively. 

These  figures,  the  notice  to  the  carriers  says,  are  for  the 

;e  of  the  Commission  in  connection  with  its  consideration  of 

fain  provisions  pertaining  to  the  reconsignment  of  lumber  and 

her  freight."    In  connection  with  the  order  or  notice  to  the  car- 

riers, one  instruction  is  that  if  no  cars  were  held  under  the  con- 

:  ons  set  forth  in  the  title  at  the  head  of  the  column,  that  fact 

'"  th 


r,ev,t0  be  answered-     In  the  first  blanks  the 
„    ~h     ,        lhe  n,Umber  ot  cars  of  lumber'  coal-  coke, 
«'J  £ai',,0a?'   Pipe>   8tructural   steel,   structural    iron, 
e*  M   Rn'      !C£    "e'  fireProofii>g  materials,  fruits  and  veg^ 
^  time  f^rgar     hf  t  Were  held  ln  the  Company's  yards  beyond 
riES  nflgnmen,t-  for  wh'<*  the  shipper  was  responsi- 
ie  principal  reconsigning  points,  and  in  large  cities   spe- 


cifying them  by  name.  In  order  that  there  shall  be  no  duplica- 
tion each  carrier  is  advised  to  report  only  the  cars  held  on  its 
own  rails. 

The  se.cond  question  calls  for  the  number  of  days  the  cars 
for  each  commodity  were  held  for  reconsignment,  for  which  the 
shipper  was  responsible,  one  day  beyond  free  time;  more  than 
one  day  and  not  over  two  days  beyond  free  time;  more  than  two 
days  and  not  over  three  days  beyond  free  time:  more  than  three 
days  and  not  over  four  days  beyond  free  time,  etc.,  indicating 
as  to  each  the  number  of  cars  held. 

The  third  question  calls  for  the  number  of  order-notify  ship- 
ments of  commodities  (lumber  only  to  be  shown  separately)  held 
at  principal  destinations,  specifying  them  by  name,  on  the  car- 
riers' rails  beyond  free  time,  for  orders  other  than  reconsign- 
ment, stating  how  many  days  they  were  held  one  day  beyond 
free  time;  more  than  one  and  not  over  two  days  of  free  time,  ; 
and  more  than  two  and  not  more  than  three. 

The  fourth  question  requires  the  number  of  cars  of  all 
classes  of  freight  (lumber  to  be  shown  separately)  held  on  the' 
tracks  beyond  free  time  by  or  for  consignee  or  consignor,  except 
reconsignment  and  order-notify  shipments,  at  principal  destina- 
tions, specifying  them  by  name,  stating  how  many  days  they 
were  held  on  the  rails  one  day  beyond  free  time;  more  than  one 
and  not  more  than  two  days  beyond  free  time:  more  than  two 
and  not  over  three  days  of  free  time. 

The  fifth  question  asks  what  points  or  general  territories  'on 
your  line"  were  subject  to  embargoes  against  shipments  of  lum- 
ber in  the  years  1917,  1918  and  1919,  indicating  as  to  each  em- 
bargo between  what  dates  it  remained  in  effect. 


SOUTHEASTERN  EXPRESS  COMPANY 

Express  business  over  the  lines  of  the  Southern  Railway  Sy» 
tern  and  the  Mobile  &  Ohio  Railroad  will  be  handled  by  tht 
Southeastern  Express  Company,  beginning  March  1,  1921,  it  il 
announced  by  the  Southern. 

"The  Southeastern  is  a  new  company,  recently  organized 
under  the  laws  of  Alabama  for  the  purpose  of  conducting  att 
express  business  in  the  Southeastern  states,"  a  statement  issued 
from  the  Southern  offices  said.  "It  will  have  a  capital  of  on* 
million  dollars,  owned  by  southern  business  men,  will  have  head- 
quarters in  Atlanta,  Ga.,  and  will  be  managed  by  men  who  havf 
spent  their  lives  in  the  express  service  of  the  South.  John  & 
Hockaday,  formerly  vice-president  and  general  manager  of  the 
old  Southern  Express  Company,  will  become  president  of  the 
Southeastern,  succeeding  Captain  Charles  A.  Lyerly  of  Chat- 
tanooga. 

"The  decision  of  the  Southern  and  the  Mobile  &  Ohio  to  con- 
tract with  the  Southeastern  for  the  handling  of  express  over  their 
lines  is  stated  by  officers  of  the  Southern  to  be  based  on  thej 
firm  conviction  that  the  South  should  have  an  express  company  j 
of  its  own,  engaged  primarily  in  handling  business  originating  orj 
terminating  in  the  South  and  operated  for  the  specific  purpose  tit \ 
affording  the  shipping  interests  of  the  South  an  express  service  j 
in  keeping  with  their  needs  and  responsive  to  their  wishes. 

"The  new  company  will  establish  offices  at  all  points  reached 
by  the  Southern  and  Mobile  &  Ohio  and  will  open  an  active  cam-j 
paign    of   solicitation   for   express    business    of    all    kinds,   botil 
through  and  local.     Over  the  Southern  and  the  Mobile  &  Ohio  it) 
will  operate  on  practically  ten  thousand  miles  of  railway,  reach-f 
ing  Washington,  Richmond  and  Norfolk  on  the  east;   Cincinnati, 
Louisville  and   Evansville   on   the   Ohio  river;    St.   Louis,   Mem-; 
phis,  Greenville,  Miss.,  and  New  Orleans  on  the  Mississippi;   the 
ports  of  Charleston,  Savannah,  Brunswick,  Jacksonville  and  Mo- 
bile,  and   the  majority  of  the   important  interior   cities   of  the) 
South,  including  Alexandria,  Lynchburg  and  Danville,  Va.;   \Vin- 
Kton-Salem,   Charlotte,   Greensboro,   Durham,   Raleigh   and  Ashe-* 
ville,  N.  C.;  Columbia,  Greenville  and  Spartanburg,  S.  C.;  Atlanta. 
Macon,  Augusta,  Athens  and  Columbus,  Ga.;  Birmingham,  Mont 
gomery,  Selma,  Anniston  and  Gadsden,  Ala.;   Knoxville,  Chatta- 
nooga,  Jackson   and   Bristol,  Tenn.;    Meridian,  Hattiesburg   and* 
Laurel,  Miss.;   Lexington  and  Danville,  Ky.;   East  St.  Louis  and 
Cairo,  111.    It  will  also  reach  Baltimore  by  the  boats  of  the  Chesa- 
peake Steamship  Company,  connecting  with  the  southern  at  Rich- 
mond and  Norfolk. 

"Mr.  Hockaday,  who  will  direct  the  operation  of  the  South- 
eastern, has  had  over  forty  years  of  experience  in  express  service 
in  the  South,  knows  the  southern  people,  and  is  thoroughly  famil-t 
iar  with  the  peculiar  conditions  surrounding  the  handling  of  ex-l 
press  traffic  in  the  southeastern  territory.  He  is  a  native  of 
North  Carolina;  was  located  in  Savannah  for  ten  years  as  super-i 
intendent  of  the  Florida  division  of  the  Southern  Express  Com-) 
pany  and  as  general  superintendent;  was  in  Atlanta  ten  years,* 
first  as  general  manager  of  the  Eastern  District  and  then  as  vice-; 
president  and  general  manager.  He  is  well  known  in  all  impor- 
tant cities  of  the  South  and  is  intimately  acquainted  with  the* 
problems  of  express  service  in  each  of  them  and  throughout  th3 
territory  generally." 


The  greatest  traffic  library  and  the  most  complete 
tariff  file  in  the  world  are  available  for  use  in  serving 
subscribers  to  THE  DAILY  TRAFFIC  WORLD. 
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The  Liberty  Highway  Company 

WILL  GET   IT  AT 
DETROIT  or  TOLEDO 

Shipments  moved  by  daily  Motor  Truck  Service  between  Toledo 
and  Detroit — re-shipping  thru  these  gateways  by  Railroad,  Express, 
Boat,  Electric  Railway  or  Motor  Truck  Line  to  all  points  beyond. 

Our  Service  insures  you  against 
delay  at  these  congested  points 

Millions  of  pounds  of  freight,  on  reliable  schedule,  for  the  past 
three  years,  is  our  recommendation  to  you. 

The  last  Motor  Truck  Train  leaves  Toledo  every  evening  at  5 :80 
P.  M.,  arriving  in  Detroit  the  same  night — ready  for  delivery  the 
next  morning.  The  same  schedule  prevails  out  of  Detroit  to  Toledo. 
Our  Traffic  Department  is  in  the  hands  of  experienced 
Railroad  Men,  ready  to  co-operate  in  solving  your  problems 

PHONES:— 

Detroit— West  1111  Toledo— Bell.  Main  2666        Home— Main  6591 

FREIGHT  HOUSES— Detroit,  1035— 14th  St.     Toledo,  21 1-213  Lucas  St. 


If  He  Wants 
He  Can  Get 


The  Traffic  Manager's  Helper 

Because*—, 

/A  single  rate  or  a  thousand — rail  or  water. 
'  A   Copy  or  Digest  of  a  decision  of  the  I.  C.  C. 
A  Copy  or  Digest  of  a  tentative  report  of 

an  I.  C.  C.  Examiner. 
A  Copy  or  Digest  of  a  complaint  filed  with 

the  I.  C.  C. 

A  Copy  or  Digest  of  an  order  of  the  Fed- 
eral Trade  Commission. 
A  Copy    or    Digest   of   a   decision   of    the 

Treasury  Department. 
A  Copy  of  any  resolution  introduced  in  the 

U.  S.  Senate  or  House. 
A  specially  prepared  opinion  on  any  traffic 

problem. 
A  specially  prepared  legal  opinion  relating 

to  interstate  traffic. 
An  interpretation  of  any  rule  or  provision 

of  any  tariff. 
An  interpretation  of  any  rule  or  provision 

of  the  Consolidated  Classification. 
An  interpretation  of  any  demurrage,  stor- 
\  age  or  car  service  rule. 

Our  location,  long  experience,  complete  and  efficient  or- 
ganization enables  us  to  render  a  prompt  and  reliable 
service  to  the  shipper  that  with  others  is  impossible. 

Four  distinct,  thoroughly  equipped,  efficiently  handled  depart- 
ments, viz.: 

RATE  DEPARTMENT 
TARIFF  DEPARTMENT 
LEGAL  DEPARTMENT 
SPECIAL  SERVICE  DEPARTMENT 

Your  inquiries  are  solicited.  Full  particulars  cheerfully  furnished 
on  request.  Our  service  is  sold  by  the  hour  or  by  the  year. 

"At  Your  Service" 

THE  TRAFFIC  SERVICE  CORPORATION 

Colorado  Bldg.,  Washington,  D.  C. 


CO-OPERATION 

Between  Shippers  and  Carriers  is  an 
Absolute  Necessity 

Half  the  cases  heard  by  the 

Interstate  Commerce  Commission 

Ought  to  be  Settled  in  Conference 
Between    the    Interested    Parties 

The  National  Industrial  Traffic  Leap 

Stands  for  Co-operation, — for  a  Square 
Deal   for   Shippers   and  Carriers  alike 

ARE  YOU  A  MEMBER? 

YOU  NEED  IT!  IT  NEEDS  YOU! 

United,    Broadminded    and    Fair,  the 
Shippers  can  Accomplish  Many  Things 

You  Are  Cordially  Invited  to  Become  a  Member 

Write  for  Particulars  as  to  Membership. 

W.  H.  CHANDLER,  President  J.  H.  BEEK,  Executive  Secretary 

1207  Conway  Building,  Chicago 


MA  PITMAN'S 


Issued  for  the  benefit  of  shippers  who 
want  to  know  their  Freight  Rates  with- 
out the  high  cost  of  maintaining  a  file 
of  Railroad  tariffs. 

Service  that  has  satisfied  the  most 
exacting,  for  over  Eleven  Years. 

The  only  Publication  of  Freight  Rates 
that  covers  both  Class  and  Commodity 
Rates  and  makes  reference  to  the  tariffs 
from  which  the  information  is  taken. 

A  convenient  record  of  rates  issued  in 
loose  leaf  form  and  served  with  a  monthly 
distribution  of  revised  pages  covering 
changes. 

This  service  can  be  placed  in  your 
traffic  or  shipping  department  at  a  sub- 
scription cost  of  $24.00  per  year. 


LET   US  SEND  YOU  MMFtE  PACES 


W.  J.  HARTMAN,   PUBLISHER 

732  FEDERAL  ST.  CHICAGO.  U.  S.  A. 
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Personal  Notes 


L.  J.  Trexler  has  been  appointed  general  freight  and  pas- 
senger agent  for  the  Kalamazoo,  Lake  Shore  &  Chicago  Railway 

^TThe'me^rof  ^executive  committee  of  the  Western 
Passenger  Association  in  Chicago  January  13,  C.  A.  Cairns, 
passenger  traffic  manager  of  the  Chicago  &  Northwestern,  was 
elected  chairman. 

The  Louisiana  &  Arkansas  Railway  Company  has  announced 
the  appointment  of  L.  W.  Gent  as  commercial  agent  in  Kansas 

City. 

T.  W.  Brahan  has  been  appointed  commercial  agent  of  the 
Southern  Railway  System  at  Hattiesburg,  Miss. 

More  than  1,000  safety  workers  of  the  Chicago  &  North- 
western Railroad  joined  in  presenting  a  complete  silver  service 
to  R.  C.  Richards,  pioneer  exponent  of  the  safety-first  move- 
ment at  a  dinner  given  at  the  Union  League  Club,  Chicago, 
January  15.  Mr.  Richards  initiated  the  safety-first  movement 
on  the  Northwestern  in  1910. 

J.  W.  Howard  has  been  appointed  assistant  comptroller  for 
the  Chicago,  Milwaukee  &  St.  Paul  Railroad  at  Chicago. 

Charles  H.  Lampen,  for  the  last  three  years  commerce 
attorney  for  the  Benfer  Company,  has  withdrawn  from  that  firm 
and  opened  offices  in  Cleveland. 

The  Chicago,  Ottawa  &  Peoria  Railroad  has  announced  the 
appointment  of  A.  M.  Farrell  as  general  freight  and  passenger 
agent  in  Joliet,  111. 

DOINGS  OF  THE  TRAFFIC  CLUBS 

The  first  dinner  of  the  Elmira  Traffic  Club  was  held  at  the 
Federation  Building  January  11.  The  evening  was  devoted  to 
getting  acquainted  and  to  placing  the  club  on  a  more  stable 
basis.  The  principal  speaker  was  C.  Bagley,  agent  of  the  Amer- 
ican Express  Company,  who  spoke  on  "The  Right  Way  to  Start 
Express  Shipments."  J.  C.  Field,  secretary  of  the  club,  was  also 
elected  treasurer. 

The  monthly  dinner  of  the  Traffic  Club  of  Memphis  will  be 
held  in  the  banquet  room  at  the  Hotel  Gayosa,  on  Saturday, 
January  22. 

At  the  recent  annual  election  of  the  York  Traffic  Club,  York, 
Pa.,  W.  L.  Rupp,  traffic  manager,  Weaver  Piano  Company,  Inc., 
was  elected  president.  J.  F.  Baird  was  re-elected  secretary. 


PURCHASE  OF  ARGENTA  RAILWAY 

The  Traffic   World   Washington  Bureau 

The  Missouri  Pacific,  in  Finance  docket  No.  1182,  has  asked 
for  permission  to  buy  all  the  issued  and  outstanding  stock  of  the 
Little  Rock  &  Argenta  Railway  company.  It  desires  to  acquire 
the  stock  of  that  independent  road  so  that  the  Little  Rock  basis 
of  rates  may  be  extended  to  Argenta,  a  suburb  in  which  there 
may  be  a  considerable  industrial  development  if  the  Little  Rock 
rate  basis  can  be  extended  to  it. 

During  the  war  the  government  established  an  $8,000,000 
picric  acid  plant  at  Argenta.  It  has  sold  that  plant  with  the 
understanding  that  it  is  not  to  be  junked  but  continued  in 
operation.  The  company  that  bought  it  is  ready  to  convert  it 
into  a  sulphuric  acid  plant,  if  the  Missouri  Pacific  is  permitted 
to  acquire  the  little  road  and  extend  the  Little  Rock  basis  to 
Argenta.  Little  Rock  commercial  interests  are  represented  as 
backing  the  application  because  there  is  no  room  in  Little  Rock 
for  big  industrial  development,  while  there  is  room  in  Argenta. 
The  Missouri  Pacific  said  that,  in  its  estimation  there  is  such  an 
emergency  in  this  situation  as  to  warrant  action  without  hearing 
because  the  necessary  surcharges  of  the  Little  Rock  &  Argenta 
Railway  make  development  improbable. 


opening  the  case.  No  reason  was  given  by  the  Commission 
for  its  action,  which  means  it  will  stand  on  the  majority  opinion 
in  that  case. 

LOAN   TO   WESTERN    MARYLAND 

The  Commission  has  approved  a  loan  of  ?628,800  to  the 
Western  Maryland  Railway  Company,  under  section  210  of  the 
transportation  act,  to  enable  that  carrier  to  carry  out  a  program 
of  improvements  and  betterment  to  way  and  structures. 

ABANDONMENT   OF   SERVICE 

The  Copper  Range  Railroad,  in  Finance  Docket  No.  1183, 
has  asked  for  a  certificate  of  public  convenience  permitting  it  to 
withdraw  from  the  station  at  Mass,  Mich.,  which  it  jointly  occu- 
pies with  the  Chicago,  Milwaukee  &  St.  Paul.  The  only  change 
in  service  that  would  result  would  be  the  abandonment  of  one 
freight  train  a  day  between  Mass  and  McKeever,  Mich.,  a 
distance  of  seven-tenths  of  a  mile.  The  reason  for  the  proposed 
abandonment  is  that  the  Copper  Range  Railroad  has  established 
its  own  station  at  McKeever.  The  Milwaukee  will  continue  to 
operate  the  one  at  Mass. 

OPPOSITION  TO  ABANDONMENT 

The   Traffic   World   Washington  Bureau 

Opposition  to  the  issuance  of  a  certificate  by  the  Commission 
permitting  the  Marshall  &  East  Texas  Railway  to  abandon  its 
line  between  Marshall  and  Elysian  Fields,  Tex.,  has  been  voiced 
in  behalf  of  the  protestants  by  S.  P.  Jones,  on  the  ground  that 
that  part  of  the  road  is  not  engaged  in  carrying  interstate  com- 
merce and  is  not  likely  to  be  so  engaged.  Therefore,  it  is  sug-' 
gested,  the  Commission  has  no  jurisdiction.  : 

The  objection  is  in  the  alternative.  If  the  Commission  thinks 
it  has  jurisdiction,  then  the  protestants  desire,  if  a  certificate  is- 
sues, to  have  it  worded  so  that  it  will  not  become  operative  for  a 
year  after  its  promulgation.  Their  idea  is  that  it  has  not  been 
shown  that  there  is  not  nor  likely  to  be  sufficient  traffic  to  keep 
the  road  alive.  They  pointed  out  that  the  revenue  was  sufficient, 
when  the  road  was  operated,  to  pay  operating  expenses,  but  not 
interest  and  taxes.  They  point  to  the  fact  that  there  is  a  gas 
and  oil  field,  not  well  developed,  near  Elysian  Fields  and  a  defi- 
nite offer  to  establish  a  carbon  black  factory  at  Elysian  Fields 
as  soon  as  the  Texas  commission  authorizes  the  use  of  natural 
gas,  now  going  to  waste,  for  making  carbon  black. 

CAR  SURPLUS  AND  SHORTAGE 

The  Traffic   World   Washington  Bureau 

The  weekly  report  of  the  car  service  division  of  the  Ameri- 
can Railway  Association  on  car  surplusage  and  shortage  for  the 
week  ending  January  8,  issued  January  15,  showed  that  the 
surplusage  had  increased  from  197,733  cars  in  the  preceding 
week  to  258,678  cars.  The  shortage  decreased  from  3,808  cars  in 
the  preceding  week  to  1,929  cars. 

The  surplusage  of  258,678  cars  was  made  up  of  the  following 
classes  of  equipment:  Box,  171,214;  ventilated  box,  1,634;  auto 
and  furniture,  10,399;  flat,  8,467;  gondola,  22,818;  hopper,  15,904; 
all  coal  (gondola  and  hopper)  38,722;  coke,  2,337;  S.  D.  stock, 
13,193;  D.  D.  Stock,  2,338;  refrigerators,  8,993;  tank,  442,  and 
miscellaneous,  939. 

The  shortage  of  1,929  cars  was  made  up  of  the  following 
equipment:  Box,  525;  auto  and  furniture,  3;  flat,  286;  gondola, 
364;  hopper,  35;  all  coal  (gondola  and  hopper),  399;  S.  D.  stock, 
302;  D.  D.  stock,  124;  refrigerator,  228;  tank,  50;  and  miscel- 
laneous, 12. 


CHANGES   IN    DOCKET 

Hearings  in  11981,  Lake  Superior  Paper  Company,  Ltd.,  et 
al.  vs.  Ahnapee  &  Western  et  al.,  and  11950,  Minnesota  &  On- 
tario Paper  Company  et  al.  vs.  Northern  Pacific  et  al.,  assigned 
for  January  21  at  Chicago,  before  Examiner  Carter,  were  post- 
poned to  a  date  to  be  hereafter  fixed. 

Finance  Docket  1146,  in  the  matter  of  application  of  the 
Chicago  &  Eastern  Illinois  Railway  Company  for  authority  to  issue 
bonds,  preferred  capital  stock  and  common  capital  stock,  and  to 
assume  certain  underlying  bonds  and  equipment  obligations  of 
the  Chicago  &  Eastern  Illinois  Railroad  Company,  was  set  for 
hearing  before  Director  Colston  at  Washington,  January  20. 

NO   EXPRESS   REARGUMEIT 

The  Commission  has  denied  the  petitions  of  state  commis- 

s  and  the  Southern  Traffic  League  for  reargument  in  the 

express  consolidation  case.    McChord  and  Eastman  favored  re- 


CONSOLIDATED    CLASSIFICATION    RELEASED 

The  classification  committee  of  the  National  Industrial  Traf- 
fic League  has  finished  its  check  of  Consolidated  Classification 
No.  2,  the  printing  of  which  was  being  held  up  pending  exam- 
ination by  the  League,  and  the  Consolidated  Classification  Com- 
mittee has  been  told  that,  so  far  as  the  League  is  concerned, 
plans  for  publication  need  not  be  further  delayed,  but  that  the 
executive  committee  of  the  League  may  have  some  suggestions 
to  make  later  which,  if  the  carriers  are  agreeable,  may  be  taken 
care  of  by  means  of  supplements. 


ACCIDENT    BULLETIN 

In  the  quarter  ending  with  June,  1920,  14,367  persons  were 
injured  in  train  and  train-service  accidents,  according  to  Acci- 
dent Bulletin  No.  76,  issued  by  the  Commission  January  18. 
The  carriers  reported  the  subsequent  fatalities  of  122  persons, 
included  in  this  number,  who  died  after  more  than  24  hours 
had  elapsed  from  the  time  their  injuries  were  received.  There 
were  385  persons  killed  and  1,182  persons  injured  in  highway 
grade  crossing  accidents,  and  7,883  train  accidents,  which  num- 
ber includes  7,257  accidents  that  resulted  in  damage  to  railway 
property  in  excess  of  $150,  but  in  no  casualties  to  persons.  In 
the  remaining  626  train  accidents,  in  which  casualties  to  per- 
sons resulted,  there  was  a  total  of  128  persons  killed  and  1,984 
injured. 
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CHESAPEAKE  &  CURTIS  BAY  RAILROAD 


General  Offices,  BALTIMORE,  MD. 


New  York  Offices,  90  West  St.,  New  York 


E.   A.    FALL,    rmiht   Mid   Trafllo   Utnifer.    W   We*    Street.    Now  York. 

I.    R.    DRANEY,    A**l*tul    rralfht    Hid    TrUBc    Mtuar.    »0    W««t    CUM*.    HOT 

York. 
J.    COOKMAN    BOYD.    Omtnt    Conn**!.    Builder**    Butimnf*    Bid*.    BlMlaufc 

lid. 


R.  R.  60VIN    Praddmt.  >0  Went  Sire*.  Ntw  York. 

R.  D.  UPHAM.  Flrtt  Vlc«  PrwIdMit.  90  Wort  Street.  Now  York. 

0.  E.  THURBER.  Second  VIcc-PrMidmt.  DO  Wert  Stmt,  N«w  Turk. 

BED.    K.    LOWELL.    Third    Vice   Pre.ld.nt,   In  oharn  of  Operation   ud   Traffle. 

N  We*  Street.  New  York. 

N.  B.   NERSLOFF.  Trauiirw.  »n  Went  Street.  New  York.  0.  A.   KELLEY.  General  Auditor.  »0  WeM  Street,  New  York. 

•.  W.  S.  WHITNEY.  Seeretary.  90  Wert  Street.  New  York.  J.  P.  CONNOR.  Superintendent.  W*«n*n  Point.  Bdtunore.  lid. 

THOMAS  KEARNY.   Gwi.r.1  Solloltor.  9*  Weet  Street.   New  York. 

EXTENDS  FROM  WAGNERS  POINT  TO  CURTIS  BAY 

Tlie  Chewetke  A  Curtl.  BIT  Bturoad  Co..  harlnf  It*  Uralnal  U  deep  wmUr.  Hiltlmore.  Md..  to  In  •  petition  to  reeelie  til  foreUn  freight  defined  to  laurlee 
port*  and  to  take  care  of  outgoing  freight  for  foreign  countrle*. 

Tnl.  oompanr  maintain!  a  high  tundird  of  cento*  In  the  handling  of  thlranpnu  to  and  from  the  Industrie*  located  on  It*  line.  The  territory  oorered  by  thl«  railroad 
•Van  luperior  alu*  for  the  location  of  Induitrle*  of  ererr  diecrlption.  Firm*,  indlrlduali  and  corporation*  contemplating  the  location  of  tnlilnaw)  *nterpn*e*  an  Urlud  to 
mmioul  with  Samuel  J.  Nathan,  to  Weet  Street.  New  York  CUT.  Uapa  and  full  Information  concerning  arallabl*  property  will  be  promptlj  furalahed. 

aclleege  at  pra*«nt  operated.  T  mile*:  additional  under  conttructlon. 

Ughtarage  connection  with  all  ooaatwlce  line*  out  of  Baltlmor*  for  veaboard  port*. 

•LOeptlonal   location  for   plant*  deetrtng   tidewater   dellrery. 

CONNECTIONS—  At  ainton  Street  with  the  Penniylrama  Railroad  Tla  Boat  at  Wagnera  Point.  C.  *  O.  B.  R.  B,  to  Curtl*  Bar.  At  Port  Oorlngton  with  the  We*Ur» 
Maryland  rla  float  to  Wagner*  Point.  C.  4  O.  B.  B,  B.  to  Curtl*  Bay.  With  the  Baltimore  *  Ohio  Bewail  Branoh  at  Wagner*  Point.  Through  connection*  rla  thao 
to  all  point*  But.  Weet.  North  and  South.  Induitrle.  located  on  omr  lln*  hare  the  advantage  of  Oat  Baltimore  rat*. 


TRAFFIC    MANAGERS 

The    I.   C.   C.   Special    Permission  No.  50340,   August  5,   1920,   Gives    the  Transportation 
Companies  Eighteen  Months  (16^%  to  be  Issued  Every  3  Months)  to   Publish  Their  Tariffs. 

We  are  publishers  of  the  following  Standard  Loose  Leaf  All-Rail  Freight  Rate  Guides 

From  the  Principal  Cities 
of  the  United  States 

CANADA  EDITION  from 
Montreal,  Toronto,  Hamilton  and  London 


EASTERN  EDITION  from 
New  York,  Philadelphia,  Boston  and  New  England 


DE,  INC..  Rochester.  IM.  V. 

Traffic  and  Railroad  Men  wanted  to  sell  these  Editions  in  all  cities,  on  spare  time.     Liberal  commission  paid. 


R.  B.  YOUNQ,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go. 

312-314-316  WILLIAMSON  STREET          P.  0.  Box  985 

General      Storage  —  Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Broker* — Track    Connections    with    all    Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phone  No.  4883  SAVANNAH,  GA. 


CARLSON'S  INDUSTRIAL 

Traffic  Managers9  College 

Top  Floor  Tribune  Bldg.,  New  York,  N.  Y. 

Practical  Instruction*  riven  by  Expert  Traffic  Manas-era.     No 
ory,  actual  use  of  tariffs  as  applied  to  Domestic,   Import  and 
on  Shipping.     TEXT  MATTER  includes  Important  changes  In 
es  and  Regulations,  up  to  date,  in  loose-leaf  form. 
light  Classes.  Personal  Instructions  by  Mall. 

Prospectus    Free.          Correspondence    Solicited. 


CINCINNATI,  OHIO 

J.^C.  BUCKLES  TRANSFER  COMPANY 

67  Plum  Street 

FREIGHT  FORWARDING  AND  TRANSFER  AGENTS 

Distributors  and  Forwarders  of  Pool  Cars  a  Specialty 
Both  Team  and  Motor  Truck  Service.    Also  Export  Freight  Contractors 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description— City  Delivery  Service  and  Carload 
Dlstrlbwtors 

PORTLAND,      OREGON 

OREGON  TRANSFER  COMPANY 

E*tabU*hed  In  1868 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

No  (witching  charg*  °"  carload  «hipment«. 


SEATTLE  TRANSFER  CO. 


123  Jackson  St. 


Seattle,  Wash. 


Quick  Distribution  of  all  Pool  Can 
100,000  sq.  ft.  of  warehouse  space 
Warehouse-men  and  forwarders. 


ROCHESTER,  NEW  YORK 

General  Storsae      Forwarding      Carload  Distribution 

Excellent  facilities  for  reahlpplng  without  eartaare.  Tnrtimnii  rmu 
11  cents.  Members  of  American  Warehousemen's  Association  aael 
American  Chain  of  Warehouses. 


B.    R.   *    P. 


Write  for  particulars. 
WAREHOUSE.    Inc.  KINO   AND    MAPLB   STS. 


GENERAL  STORAGE  DISTRIBUTION 
"5OITDED  SPACE  FOR  GOODS  SHIPPED  INJBOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.  Ft.  Floor  Space  —  Fireproof  —  Bended  —  $200,800  Capital 
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Digest  of  New  Complaints 
L • 

No.    12026.     Board   of   Railroad   Commissioners   of   South   Dakota  vs. 

AoT'be<haS|f%ofesthilpnpeersaa'nd  receivers  of  freight  in  South  Dakota 
west  of  Missouri  River  It  is  alleged  that  defe"da?p'  I"'?!??*.:? 
class  rates  applying  on  traffic  moving  between  all  railroad  stations 
in  that  part  of  South  Dakota  west  of  the  Missouri  River  and  many 
stations  in  Illinois.  Iowa.  Minnesota.  Missouri,  Nebraska  Kan- 
sas and  Wisconsin,  and  also  between  stations  in  South  Dakota 
wVst  of  Missouri  River  and  upper  Mississippi  River  crossings 
when  compared  with  those  of  defendant  carriers  between  stations 
m.  North  Dakota,  Colorado.  Nebraska  and  Kansas,  and  stations  in 
the  other  states  named,  are  unjust,  unreasonable  and  excessive. 
Asks  cease  and  desist  order  and  Just  and  reasonable  rates 
No.  12027.  Illinois  Brick  Co.,  Chicago,  vs.  Chicago,  West  Pullman  & 

S<UnJus?.  unr^asonablVunjustly  discriminatory  and  ""duly  preju- 
dicial rates  on  common  brick  from  Blue  Island.  111.,  to  South  C 
cago    III     and  to  West  Pullman.  111.,  from  June  25,  1918.  to  Novem- 
ber 7.  1918.     Asks  reparation  of  $2,583.20.  r«««tr«i 
No.  12029.     Macgowan  Coffee  Co..  Jackson,  Miss.,  vs.  Illinois  Central 

6  Unjust  and   unreasonable   rates   on   coffee,   C.    L.    and   L.    C.    L.. 
from    New   Orleans.    La.,    to   Jackson.    Miss.     Asks   for   Just   and 

No.  rie2030?a FlIdera!%?a"?eyTirRUiCo'.,  Athens  County.  O..  vs.  Toledo  & 

Asks  order  prescribing  JUKI,  reasonable  and  equitable  division  of 
Joint  rates  on  bituminous  coal.  ,  —  «  ,  XT  T 

No    12031.     The  Republic  of  France  vs.  Central  R.  R.  Co.  of  N.  J. 

Unjust  and  unreasonable,   unduly   discriminatory,   unduly   preju- 
dicial and  unduly  preferential  storage  charges  on  various  kinds  of 
wire.     Asks  reparation  of  $15.798.47. 
No.   12031,  Sub.   No.   1.     The  Republic  of  France  vs.   Central   R.   R.   of 

'  Unjust,  unreasonable  and  prejudicial  warehouse  storage  charges 
on  iron  and  steel  articles  at  Jersey  City  and  Elizabethport.  N.J. 
Asks  that  charges  be  assessed  on  ground  storage  basis  and  tnat 
reparation  be  granted  in  sum  of  $9,156.84. 
No.  12032.     Link-Belt  Co.,  Indianapolis,  vs.  P.  C.  C.  &  St.  L.  et  al. 

Alleges  that  classification  of  machine  finished  steel  roller  chain 
as  one  and  one-half  times  first  class,  when  shipped  in  bags,  in 
view  of  classification  of  machine  finished  steel  roller  chain  as  sec- 
ond class  when  shipped  In  boxes  or  barrels,  is  unreasonable  and 
unjust  and  subjects  complainant  to  unjust  and  unreasonable 
charges.  Asks  cease  and  desist  order  and  classification  in  second 
class  of  machine  finished  steel  roller  chains  when  shipped  in  bags. 
No  12033.  Louisa  Schaefer  et  al.,  executrix  and  executors  of  will  of 
Charles  Schaefer,  New  York,  vs.  Lehigh  Valley. 

Unlawful  demurrage  charges  on  carloads  of  hay  detained  at 
Townley.  N.  J.  Asks  reparation  of  $2,089.18. 

No.  12034.   "New  Bedford  (Mass.)  Board  of  Commerce  vs.  J.  B.  Payne, 
as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  cotton  goods  and  cotton  yarns  from  New  Bedford 
Wharf.  Mass..  to  Pier  40.  N.  R.,  New  York,  N.  Y.,  during  period 
April  16  to  May  5,  1918,  Inclusive.  Asks  reparation. 

NO.    12035.      The    National    Refining   Co.,    Cleveland,    O.,    vs.    L.    &    N. 
et  al. 

Unjust  and  unreasonable  rates  on  crude  petroleum  from  Beat- 
tyvllle.  Ky..  to  Findlay.  O..  in  that  they  exceeded  26%c  per  100 
pounds.  Asks  reparation. 

No.  12036.    The  Texas  Pipe  Line  Co.,  Houston,  Tex.,  vs.  J.  B.  Payne, 
as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  preferen- 
tial and  prejudicial  rates  on  second  hand  wrought  iron  pipe  from 
stations  on  Louisiana  Western  in  Louisiana  to  Ranger.  Tex.,  in 
April.  May.  June  and  July.  1918.  Asks  reparation  of  $4,090.85. 
No.  12037.  Borough  of  South  Greensburg,  Pa.,  vs.  American  Ry.  Ex- 
press Co. 

Alleges  defendant  refuses  to  make  collections  and  deliveries  In 
certain    parts    of    South    Greensburg    and    thereby    discriminates 
against   persons  living  therein.       Asks  order  requiring  defendant 
to  make  collections  and  delivery. 
No.  12038.     Morris  &  Co.  vs.  J.  B.  Payne,  as  agent. 

Unjust  and  unreasonable  rate  of  $1.12%  on  soya  bean,  peanut 
and  cocoanut  oils  from  Seattle.  Everett  and  Interbay,  Wash.,  and 
San  Francisco  to  Chicago,  East  St.  Louis,  Kansas  City  and  Okla- 
homa City,  during  period  from  July  1.  1918,  to  May  29.  1919,  In  that 
It  exceeded  90c.  Asks  reparation  of  $25.000. 

No.  12039.     Romann  &  Bush  Pig  Iron  and  Coke  Co.,  St.  Louis    vs    Mo. 
Pac.  et  al. 

Unreasonable  and  unjustly  discriminatory  rates  on  sacked  coal 
from  Douglas,  W.  Va.,  to  Wichita  Falls,  Tex.  Asks  for  reasonable 
rates  and  reparation. 

No.  12040.   American  Boxboard  Co.,  Grand    Rapids,    Mich.,    vs.    Grand 
Trunk  of  Canada  et  al. 

Against  a  fifth  class  rate  on  straw  from  various  points  of  origin 
and  various  destinations  as  unjust  and  unreasonable  in  comparison 
with  subsequently  published  commodity  rates.  Asks  for  repara- 
tion. 

No.  12041.    F.  R.  Pendleton  and  H.  S.  Gilkey,  Minneapolis,  Minn.,  vs. 
Minnesota  &  International  et  al. 

Unjust  and  unreasonable  and  discriminatory  rates  on  carload  of 
poles  from  Mizpah,  Minn.,  to  Albion,  la.,  which  moved  in  June 
1919.  Asks  cease  and  desist  order,  just  and  reasonable  rates  and 
reparation. 

No.  12042.    Anderson  &  Gustafson,  Inc.,  et  al.,  Chicago.  111.,  vs.  M.  K 
&  T.  et  al. 

Unjust,  unreasonable  and  excessive  rates  of  32%c  and  37c  per 
100  Ihs.  on  crude  petroleum  from  Wichita  Falls.  Tex.,  to  Okla- 
homa City  and  dishing.  Okla.,  respectively,  in  period  from  sprit 
1  1918.  to  Oct.  6  1918,  in  that  they  exceeded  subsequently  estab- 
$2*98  59™  destinations.  Asks  reparation  of 

No.    12043.     The   Moore    Oil    Refining   Co.,    Cincinnati,    O.,    vs.    J     B 
Payne,  as  Director  General,  et  al. 


o      s 
No.  12044.     The  Pure  Oil  Co.,  Columbus.  O..  vs    C    &  O    et  al 

ist,   unrpasonnhle.  unjustly  discriminatory  and  unduly  nref- 


and  tit-slat  order  and  reparation. 


No.  12045.    Sevier  &  Weed,  .North  Portland.  Ore.,  vs.  Southern  Pacific 

etUnjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential rates  on  sheep  from  Chiloquin,  Ore.,  to  Portland  and  North 
Portland,  Ore.  Asks  cease  and  desist  order,  just  and  reasonable 
rates  and  reparation. 

No.  12046.    Armour  &  Co.  vs.  AVabash  et  al. 

Unjust  and  unreasonable  rates  on  fresh  meat  am 
of   food  products   containing   fresh    meat,    from    Chicago    to    Gar>. 
Ind.,  shipped  between  January  1,  1918,  and  March  lo,  1919.     Asks 
for  just  and  reasonable  rates  and  reparation. 

No.    12047.      Bradford    Rig   and    Reel    Co.,    Tulsa,    Okla..    vs.    A.    T.    & 

'Ae'amst  'rates  on  wooden  tank  material,  bull  and  calf  wheel 
arms,  cants  and  pins  higher  than  rates  on  rough  lumber  from 
Tulsa  to  destinations  in  Kansas,  Texas  and  Louisiana,  as  unjust 
and  unreasonable  and  unjustly  discriminatory.  Asks  for  reason- 
able rates  and  reparation.  - 

No.  12048.     Omaha  Live  Stock  Exchange  vs.  C.  M.  &  St.  P.  et  al. 

Unreasonable  and  unjustly  discriminatory  rates  on  live  stock 
braska  South  Dakota,  Montana,  and  Wyoming:  through 
failure  to  absorb  the  whole  of  the  switching  and  terminal  charsres 
by  the  line-haul  carriers,  thereby  giving  a  preference  to  other 
markets  where  there  is  complete  absorption.  Asks  for  a  cease  and 
to  Omaha  from  points  in  Minnesota,  Iowa,  Missouri,  Kansas,  Ne- 
desist  order  and  full  absorption. 

No.  12049.     The  Charles  Boldt  Glass  Co.,  Cincinnati,  vs.  Director  G 

Against  a  rate  of  $1.05  per  ton  on  empty  glass  bottles  from  Cin- 
cinnati to  points  in  Kentucky  and  a  subsequently  advanced  rate 
as  unjust  and  unreasonable.  Asks  for  reasonable  rates  and 

No.  'l2otof  'Chicago  Sewer  Pipe  Co.,  Chicago,  111.,  and  Brazil,  Ind..  vs. 
P.  C.  C.  &  St.  L.  et  al. 

Against  rates  of  70c  and  60c  per  net  ton  on  coal  from  points  m 
the  Brazil  district  to  Chicago,  as  unjust  and  unreasonable.     Ask 
for  reasonable  rates. 

No.  12051.    Charles  T.  Abeles  &  Co.  and  the  Little  Rock  Board  of  Com- 
merce vs.  Arkansas  Central. 

Against  a  rate  of  40c  on  common  window  glass  from  Fort  Smitn 
to  Little  Rock  as  unjust,  unreasonable  and  unjustly  discriminatory 
in  comparison  with  rates  from  competitive  points.  Asks  for 

No.  "ilot^f  Glenn  H.  Gorball  et  al.,  Sioux  City,  vs.  C.  B.  &  Q.  et  al. 

Asks  for  a  certificate  from  the  Commission  requiring  the  C.  B.  & 
Q.  to  make  an  addition  or  extension  of  its  line  from  O'Neill, 
Neb.,  to  Thedford,  Neb. 

No.  12053.    Pure  Oil  Co.,  Columbus,  vs.  C.  &  O.  et  al. 

Unjust  and  unreasonable   combination   rates   on   a   shipment   of   i 
petroleum    refined    oil    from    Cabin    Creek    Junction,    W.    Va.,    to 
Bowling  Green,  Ky.     Asks  for  reparation. 

No.  12054.     Same  vs.  M.  K.  &  T.  et  al. 

Same  as  foregoing  on  shipments  from  Cushing,  Okla.,  to  Central 
City,  O.  Same  prayer. 

No.  12055.    Procter  &  Gamble  Co.,  Cincinnati,  vs.  Director  General,  as   > 
agent. 

Against  a  rate  of  6c  per  mile  on  empty  tank  cars,  from  Milton, 
Pa.,  to  North  and  South  Carolina  destinations  as  unjust  and  un- 
reasonable to  the  extent  it  exceeded  combinations  that  would  have 
applied  under  Official  Class'n  ratings.     Asks  for  reasonable  rates   \ 
and  reparation. 

No.   12056.     The  Parkersburg  Rig  and  Reel  Co.,   Parkersburg,  W.   Va., 
vs.  B.  &  O.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  oil  well  supplies  known  as  rig  irons,  from  Parkers- 
burg, W.  Va.,  to  points  in  Arkansas  and  Louisiana.  Asks  for  just 
and  reasonable  rates  and  reparation. 

No.  12057.    Corn  Belt  Packing  Co.,  Dubuque,  la.,  et  al.  vs.  Ann  Arbor 
et  al. 

Unjust,  unreasonable,  prejudicial  and  discriminatory  rates  on 
fresh  meats  and  packing-house  products  from  Dubuque,  la.,  to 
points  in  Central  Freight  Association  territory  as  compared  with 
rates  from  St.  Louis  to  the  same  points.  Ask  for  just  and 
reasonable  and  non-discriminatory  rates. 

No.    12058.     Alabama-Georgia    Syrup  Co.,    Montgomery,   Ala.,    vs.   At- 
lantic Coast  Line  et  al. 

Extortionate,  excessive,  unjust  and  unreasonable  rates  on  car- 
loads of  syrup  from  Monticello  and  Madison,  Fla..  to  Montgomery, 
Ala.,  in  December,  1919.  Asks  cease  and  desist  order,  just  and 
reasonable  rates  and  reparation. 

No.  12059.     Beaumont  Chamber  of  Commerce  (Tex.)  vs.  Alexandria  & 
Western  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  iron  and  steel  articles  from  Beaumont,  Tex.,  to 
points  in  Louisiana  as  compared  with  rates  from  Galveston.  Hous- 
ton, St.  Louis  and  Memphis  to  the  same  points.  Asks  for  just 
and  reasonable  rates. 

No.  12060.    The  Natonal  Refining  Co.,  Cleveland,  O.,  vs.  Lake  Erie  &  | 
Western  et  al. 

Unjust  and   unreasonable   rates   on   petroleum   and  its   products 
from  Findlay,  O..  to  Indianapolis,  Ind..  shipped  during  period  from 
April   22,    1918,    to   May   7.    1919,    in    that   they   exceeded   basis   of , 
rates  applicable  upon  transportation  of  petroleum  and  its  products 
in   Central  Freight   Association   territory.     Asks   reparation. 

No.  12061.    Wilson  &  Co..  Inc..  et  al.,  Chicago,  vs.  John  Barton  Payne, 
as  agent. 

Unjust  and  unreasonable  rate  of  $1.12%  per  100  Ibs.  on  soya  bean1 
oil,  peanut  oil,  cocoanut  oil  and  other  vegetable  oils  imported  into . 
United  States  via  Pacific  coast  ports  to  Kansas  City,  Oklahoma) 
City,  Chicago  and  Bettendorff,  la.,  in  that  it  exceeded  rate  of  90c.  ! 
Asks  reparation  of  $5,000. 

No.  12062.     Wilson  &  Co.,   Inc..  Chicago,   vs.   John   Barton  Payne,   as 
agent. 

Unjust   and   unreasonable   rate   of   16%c   per   100   Ibs.,    min.   wt.| 
40,000  Ibs.,  on  ice  from  Shell  Lake,  Wis..  to  Chicago.  111.,  in  period  I 
from  March  1.  1919,  to  March  30.  1919.  in  that  it  exceeded  rate  ofi 
12%c,  on  minimum  of  5.000  Ibs.  less  than  marked  capacity  o 
but  not  less  than  50.000  Ihs.  per  car.    Asks  reparation  of  $2,000. 

No.  12063.     Consolidated  Rendering  Co.,  Boston,  Mass.,  vs.  J.  B    Pavne.1 
as  agent,  Boston  &  Maine. 

Unjust  and  unreasonable  rate  of  $1.50  per  gross  ton  on  pyrites' 
ore  shipped  on  Dec.  30,  1918,  from  Mystic  Wharf  (Boston)  to 
Lowell,  Mass.,  in  that  it  exceeded  rate  of  $1.10.  Asks  reparation 
of  $340.26. 

No.    12064.      Birmingham    Packing   Co.,    Birmingham,    Ala.,    vs.    Illinois 
Central  et  al. 

Unjust,    unreasonable,   unduly  preferential   and   prejudicial    rates 
on  cattle,  hogs  and  sheep  from  Memphis,   Tenn.,   to  Birmingham,! 
Ala.     Asks  just  and  reasonable  rates  and  repration. 
No.  12065.     W.  P.  Parks.  Sheridan,  Wlyo.,  vs.   C.  B.   &  Q.  et  al. 

Unjust  and  unreasonable  rates  on  cattle  from  Lemesa,  Tex.,  to 
Moprcroft.  Wyo.  Asks  just  and  reasonable  rates  and  reparation 
of  $2,486.43. 
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Havana  Line 

MERCHANTS  AND  MINERS 
TRANSPORTATION  COMPANY 

ir:.ii:iiiiisin-ii   1854) 

Norfolk — Newport  News — Havana 

A-l  Steel  S.  S.  "LAKE  FABYAN"  Ready  January  31 
A  Steamer February  15 

To  be  followed  by  other  Steel  Steamers  of  the  Fleet 

Shippers  will  avoid  many  difficulties  and  attend- 
ant losses  by  forwarding  their  business  via  this 
regular  established  line,  operating  fast  steel 
steamers. 

Through  export  bills  of  lading  issued  from  all 
interior  points. 

Cheaper  Rates  from  Interior  Points  via 
Norfolk  and  Newport  News 

For  Rates  and  Space  apply  to 

Atlanta,  Ga.  C.  S.  Buford,  Commercial  Agent 

Baltimore,  Md.  W.  W.  Tull,  General  Agent 

Boston,  Mass.  C.  H.  Maynard,  General  Agent 

Havana,  Cuba  M.  V.  Molanphy,  General  Agent 

Jacksonville,  Fla  C.  M.  Haile,  General  Agent 

Norfolk,  Va.  A.  E.  Porter,  General  Agent 

Philadelphia,  Pa  A.  L.  Bongartz,  General  Agent 

Pittsburgh,  Pa.  L.  T.  Fowler,  Commercial  Agent 

Providence,  R.  I  W.  H.  Miller,  General  Agent 

Savannah,  Ga.  R.  M.  Griffin,  Local  Agent 

St.  Louis,  Mo.  J.  R.  Bell,  Freight  Representative 

A.  W.  GRAVES,  Manager,  Baltimore,  Md. 


CUNARD 

ANCHOR    , 

ANCHOR-DONALDSON 


Regular  Services 


NEW  YORK 
BALTIMORE 
MONTREAL 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 

ANTWERP 

HAMBURG 

MEDITERRANEAN 


Between 


and 


BOSTON 
PHILADELPHIA 
PORTLAND,  ME. 

LIVERPOOL 

SOUTHAMPTON 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZI8 

LEVANT 


General  Offices :  21-24  Stale  St.,  N.  V.  City 

Chicago  Office: 
Cunard  Bldg..  I4O  N.  Dearborn  Street 


Atlanta.    55    N.    FonytlM 
St. 

Baltimore.    107   E.   Balti- 
more St. 

Boiton.    126  State   St. 

Cleveland,     Hotel     Cleve- 
land   Bldg. 

Detroit,     39     Waihlngton 
Blvd. 

Minneapolis      Third     St. 
and    Second   Ave.,   So. 

Montreal.  20  Hoipltil  St 

New  Orleans.   205  St 
Charlei   St. 


Philadelphia.    1300   WaJ- 
pmiburgh,  712  Smlthtleld 

St   Louie,   1135  Olive  St 

San   Franclico.  501    Mar- 
ket St. 

Seattle.   621    Second   Av». 

Vancouver,    622    Hutlnge 
St    W 

Waihlngton.    D.    C.,    517 
14th   St.    N.   W. 

Winnipeg.  270  Main  St. 
Or   Local    Aoenti 


UNDER 
AMERICAN  FLAG 


PASSENGERS 
AND  FREIGHT 


San  Francisco -Baltimore  Service 

(Freight  Only— Via  Panama  Canal) 

From  San  Francisco  and  Los  Angeles  to  San  Jose  de  Guatemala, 

La  Libertad,  Corinto,  Balboa,  Cristobal,  Cuban  and 

Porto  Rican  Ports  (Eastbound  only),  Savannah, 

Norfolk  and  Baltimore. 

S.  S.  "POINT  JUDITH"  sails  January  24th 

S.  S.  "ELKRIDGE"  sails  January  25th 

S.  S.  "POINT  ADAMS"  sail*  January  29th 

S.  S.  WEST  MINGO"  sails  February  7th 

S.  S.  "GOLDEN  STATE"  sails  February  15th 

S.  S.  "CUBA"  sails  February  15th 

From   Baltimore  to   Cristobal,   Balboa,    Corinto,   La  Libertad, 
San  Jose  de  Guatemala,  Los  Angeles  and  San  Francisco 

S.  S.  "POINT  JUDITH"  sails  March  3rd 

Trans-Pacific  Service 

"The  Sunshine  Belt  to  the  Orient" 
(Passengers  and  Freight) 

Sailings  from  San  Francisco  every  28  days  by  new  and 
luxurious  ships 

S.  S.  "ECUADOR"  S.  S.  "VENEZUELA"  S.  S.  "COLOMBIA" 

And  Fortnightly  Sailings  by  EIGHT  Freight  Steamers 
Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila  and  Hongkong 

Manila-East  India  Service 

(Passengers  and  Freight) 

Sailings  from  San  Francisco  bi-monthly  by 

S.  S.  "CREOLE  STATE"          S.  S.  "WOLVERINE  STATE" 

And  Monthly  Sailings  by  TWO  Freight  Steamers 

Direct  to  Honolulu,  Manila,  Saigon,  Singapore,  Honduras, 

Colombo  and  Calcutta 

Round-the-World  Service 

(Freight  Only) 
S.  S.  "WEST  KASSON"      S.  S.  "WEST  CONOB"      S.  S.  "ELKR1DGB" 

Regular  Monthly  Sailings 

San  Francisco,  Honolulu,  Yokohama,  Kobe,  Dairen,    Tientsin, 
Shanghai,  Manila,   Saigon,  Singapore,  Calcutta,  Colombo, 
Bombay,  Alexandria,  Bizerta,  Marseilles,  Barcelona, 
thence  Baltimore,  Norfolk,   Cristobal,  Los  An- 
geles and  San  Francisco  via  Panama  Canal 

Panama  Service 

(Passengers  and  Freight) 

Sailings  from  San  Francisco  every  10  days  by 

S.  S.  "NEWPORT"  S.  S.  "SAN  JOSE" 

S.  S.  "CITY  OF  PARA"  S.  S.  "SAN  JUAN" 

S.  S.  "CUBA" 
To  Mexico,  Central  America  and  Canal  Zone 


Through  Bills  of  Lading  Issued  to  and  from  all  point* 
beyond  ports 

The  Pacific  Mail  is  world  renowned  for  excellence  of  it* 
service  and  cuisine 

Consult  Our  Offices 

Pacific  Mail  Steamship  Co. 

10  Hanover  Square,  508  California  St.,  400  Exchange  Plac* 
NEW  YORK         SAN  FRANCISCO        BALTIMORE 
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»nil  reparation 


C.  &  N.  W.  APPLIES  FOR  LOAN 

The  Chicago  &  Northwestern  Railway  Company  has  applied 
,o  the  Commllsion  for  a  loan  of  $3,000,000  under  section  210 
o"  Ihe  transportation  act.  The  loan  IB  desired  or  application 


in  General  'order  No.  28  and  Ex  Parte  74.  Alfred  Hueneryager, 
on  behalf  of  the  Zion  Institutions  and  Industries,  accepted  these 
proposed  rates  and  agreed  to  consent  to  the  dismissal  of  the 
case  as  soon  as  they  should  be  published.  He  stated  that  the 
complainants  were  willing  to  waive  reparation. 

TENNESSEE  CENTRAL  BRANCH    LINE 
A  certificate  authorizing  the  Tennessee  Railroad  Company 


me  iraiiHpu-  lanu..  »«-•••     ----  -----  -  cera 

the  purchase  price  of  equipment,  estimated  to  cost  to  construct  a  branch  line  from  a  point  on  the  applicant's  main 


of  $9.684,093. 


line  at  the  mouth  of  Beech  Fork  of  New  River,  in  Campbell 
County,  Tennessee,  in  a  southeasterly  direction  along  Beech 
Fork  and  Rocky  Fork,  in  Anderson  County,  a  distance  of  six 


INDIANA  HARBOR  BELT  CERTIFICATES  ^  ^  ^   ^   ^ ^    

The  Indiana  Harbor  Belt  Railroad  Company  has  petitioned  m^Si "has 'been' issued'  by  the  Commission.     The  new  line  will 

the  Commission  for  authority  to  assume  obligations  and  liabilr  reacn  timber  lands  and  coal  deposits. 
ties  amounting  to  $354,000  of  the  Indiana  Harbor  Belt  Railroad 
equipment  trust  of  1921,  7  per  cent  equipment  trust  gold  cer- 


tificates.   

LOAN   TO   MAINE   CENTRAL  ^    ^ 

The   Commission   has   approved   a  loan   of   $320,000   to   the      of  j^nd  ^  Hammond,  Ind. 
Maine  Central  Railroad  Company  to  aid  the  company  m  meet- 
ing its  maturing  indebtedness.     The  company  itself  is  required 
to  finance  $80,000  to  meet  the  loan  of  the  government. 


IND.   HARBOR   BELT  NOTE 

The  Indiana  Harbor  Belt  Railroad  Company  has  petitioned 
the  Commission  for  authority  to  issue  to  Walter  E.  Meyn  a 
one-year  promissory  note  for  $23,020  in  payment  for  4.6  acres 


K.   O.  AND  G.   BONDS 

The  Commission  has  authorized  the  Kansas,  Oklahoma  & 
Gulf  to  issue  $2,744,750.11  of  six  per  cent  bonds,  $82,000  of  six 
per  cent  cumulative  income  bonds  and  not  exceeding  $6,120,500 


RELIEF   FROM   CAR   SERVICE   REPORTS 

In  supplement  No.  7  to  circular  CCS-51,  W.  L.  Barnes,  of  gjx  per  cent  cumuiative  income  bonds;  to  issue  not  exceeding 
executive  manager  of  the  car  service  division  of  the  American  jg)i20,500  of  preferred  capital  stock;  $729,640  of  common  capital 
Railway  Association,  advised  all  railroads  that  "in  response  to  stock;  $51,378.50  of  six  per  cent  equipment  trust  notes. and  to 
numerous  requests  from  railroads  for  the  utmost  relief  in  C  issue  $346,645.71  of  six  per  cent  equipment  trust  notes.  The  is- 
Service  Division  requirements  for  reports,  railroads  may,  if  t  ley  suance  of  the  bonds  and  stock  is  in  connection  with  plans  for 
so  desire,  effective  at  once,  discontinue  reporting  interchange  carrying  out  by  the  applicant  of  the  reorganization  of  the  proper- 
information  as  applying  to  stock  cars,  flat  cars,  and  all  cars,  and  ties  of  Missouri,  Oklahoma,  &  Gulf  Railway  Company,  and  the 
the  separation  of  coal  cars  as  between  loaded  and  empty,  until  Missouri,  Oklahoma  &  Gulf  Railroad  Company, 
further  advised.  It  is  required  that  interchange  report  Form  % 
(Revised)  shall  continue  to  show: 

(1)  Separation    of   box    car   interchange    as    between    loaded    and 
empty,   and 

(2)  Coal  cars,  as  a  total. 


COST   OF    RAILROAD   COAL 

The  Commission  made  public  an  order,  January  19,  requiring 
carriers  to  file  a  statement  of  the  quantity  and  cost  of  fuel  pur- 


It  must  not  be  considered  that  the  above  relief  is  granted      cnase(j  an(j  delivered  in  the  calendar  years  1919  and  1920  on  or 


because  of  the  information  not  being  of  value.  Where  practical 
for  roads  to  continue  the  rendition  of  the  report  in  its  complete 
form  it  is  so  recommended.  The  restoration  of  the  report  in 
full  may  be  called  for  at  any  time." 

HOCKING  VALLEY   BONDS 


before  February  15.  The  issuance  of  the  order  was  made  in 
connection  with  the  request  of  the  Senate  for  a  report  on  the  dif- 
ference in  the  cost  of  railroad  fuel  in  1919  and  1920.  The  form 
prescribed  by  the  Commission  which  must  be  filled  out  by  the 
carriers,  designated  "Statistical  Series  Circular  No.  13,"  calls 
for  the  quantity  and  cost  of  contract  and  spot  soft  coal,  the 


The  Hocking  Valley  Railway  Company  has  applied  to  the      total  cost  at  the  mine  and  the  average  price  per  net  ton.     The 


Commission  for  authority  to  authenticate  and  deliver  $2,037,000 
of  general  mortgage  bonds  to  be  used  with  other  bonds  to  make 
up  a  pledge  of  $2,220,000  of  bonds  for  a  loan  of  $1,665,000  from 
the  government  for  financing  additions  and  betterments. 

LOAN   TO   C.   I.  &   L. 

The  Commission  has  approved  a  load  of  $115,000  to  Chicago, 
Indianapolis  and  Louisville  Railway  Company  to  aid  the  com- 
pany in  providing  itself  with  additional  motive  power  consisting 
of  5  Mikado  freight  locomotives  at  a  total  estimated  cost  of 
about  $340,000.  The  carrier  itself  is  required  to  finance  about 
$225,000  to  meet  the  loan  of  the  Government. 


railroads  also  are  required  to  report  as  to  the  cost  and  quantity 
of  other  fuel  —  anthracite  coal,  fuel  oil,  hardwood  and  soft  wood. 


LOAN   TO  ANN   ARBOR   R.   R. 

The  Commission  has  approved  a  loan  of  $250,000  to  the  Ann 
Arbor  Railroad  Company  to  provide  itself  with  additions  and  bet- 
terments to  way  and  structures  at  a  total  estimated  cost  of 
$500,000.  The  applicant  itself  is  required  to  finance  $250,000  to 
meet  the  loan  of  the  Government. 


LUMBER,  WISCONSIN  POINTS  TO  ZION,  ILL. 
At  the  hearing  on  No.  11956,  Zion  Institutions  and  Industries 
vs.  C.  &  N.  W.,  before  Examiner  Carter  in  Chicago,  January  20, 
the  parties  interested  came  to  an  agreement  early  in  the  pro- 
ceedings.    The  case   involved   rates   on   waste  lumber   between 


Klkton,   Bryant,  Odeno  and   Rhinelander,  Wisconsin,  and   Zion, 

Illinois,  which  the  Zion  Institutions  allege  are  too  high  as  com-      celled,  during  the  season  when  navigation  was  not  possible. 


LAKE    NAVIGATION    CASE    DISCONTINUED 

The  Commission  has  discontinued  I.  and  S.  No.  1245,  Closing 
Navigation  via  Great  Lakes  Transit  Corporation,  in  which  it 
suspended  supplement  18  to  Davis'  I.  C.  C.  No.  A-ll  until  March 
24.  The  discontinuance  was  ordered  because  Davis  filed  a  sup- 
plement cancelling  the  suspended  publication.  That  supplement 
proposed  closing  the  rail-and-lake  routes  in  connection  with  the 
boats  of  the  Great  Lakes  Transit  Corporation  a  week  before  the 
traffic  officials  of  the  boat  line  thought  the  rates  should  be  can- 


Docket of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (")  are  new, 
laving  been  added  since  the  last  Issue  of  The  TranV  %'orld.  Cancel- 
atlons  and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

January  24—  \VanhinKton.  D.  C.—  Examiner  Burnslde: 

Finance   Docket    1181—  In   the   matter  of  application    of  the   El  Paso 
Southwestern  Co.  for  authority  to  change  its  authorized  capital 
•rk,  having  a  par  value,  to  capital  stock  without  par  value. 
January  24  —  Chicago,  111.—  Examiner  Woodrow: 
3  I.  and  S.  1218  —  Live  stock  loading  and  unloading  charges  (2). 


Jfl,t\1ttly  ,24—  Washington,  11    C. 
flsh  i-t  "|K°r  *  ,ArooBloo'< 


hairman  Clark: 
R    Co-  et  al.  vs.  Aberdeen  &  Rock- 


January  24 — Chicago,  III. — Examiner  Carter: 

11937 — Swift  &  Co.  et  al.  vs.  Ann  Arbor  et  al. 

11966— Omaha  Packing  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
January  24 — Phoenix,   Ariz. — Examiner  Fleming: 

11932— United  Verde  Extension  Mining  Co.  vs.  A.  T.  &  S.  F.  et  aJ. 
January  24 — San  Francisco,  Cal.— Examiner  Keeler: 

11955— Albers  Bros.  Milling  Co.  vs.  Director  General. 
January  24 — Beaumont,  Tex.— Examiner  Hunter: 

I.  and  S.  1254  and  first  supplemental   order — Iron  and   steel  articles 
from  Galveston  and  Houston,  Tex.,  to  Louisiana. 

12059 — Beaumont  Chamber  of  Commerce  vs.  Alexandria  &  Western 

et  al. 
January  25 — San  Francisco,  Cal. — Examiner  Keeler: 

I.  and  S.  1239 — Salt  from  Utah  to  San  Francisco. 
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Tariff  Information 


Blakely  Printing  Co. 

418  So.  Market  St. 

Chicago  Railway  Printing  Co. 

720  So.  Dearborn  St. 

Excelsior  Printing  Co. 

732  Federal  St. 

The  Faithorn  Company 

500  Sherman  St. 

Faulkner-Ryan  Company 

712  Federal  St. 

Gunthorp-Warren  Printing  Co. 

132  So.  Clark  St. 

Hedstrom-Barry  Co. 

618  Sherman  St. 

Hillison  &  Etten  Co. 

638  Federal  St. 

F.  J.  Riley  Printing  Co. 

501  So.  La  Salle  St. 

Henry  O.  Shepard  Co. 

632  Sherman  St. 


HE  additional  Tariff 
facilities  that  you  will 
need  at  the  last  mo- 
ment are  in  Chicago. 

The  plants  below  have 
a  capacity  of  40, 000 
pages  per  month. 

Get  in  touch  with  one 
or  more  of  them  now 
so  that  you  are  estab- 
lished as  a  regular 
buyer  in  the  largest 
tariff  market  in  the 
world. 
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January  27—  Washington,  D.  C.— Examiner  Mullen: 

«  11123— Diamond  Alkali  C'o.  vs.  Akron.  Canton  &  Youngstown  et  al. 
January  27— Austin,  Tex.— Examiner  Hunter: 
H990— In  the  matter  of  Intrastate  rates  of  the  American  Ry.  Expres» 

Co.  between  points  In  the  state  of  Texas. 
January   28— Washington.    I).    C.— Examiner  Sullivan: 
«  Finance  Docket  1136—  In  the  matter  of  application  of  the  C.  &  IV  W. 
Kv.  Co.  for  authority  to  issue  and  sell  $1.440,000  Principal  amount 
of"  Kt-ni-ral    mortgage    gold    bonds   of   1»87.    and    $116,000.    principal 
.mi.. unt.  of  first  and  refunding  mortgage  gold  bonds. 
January  31 — New  Orleans,  La.— Examiner  Fleming: 

11892— fnited   States   War  Department.    Inland   Waterways,    Missis- 

slppl-Warrlor  Service  vs.  Abilene  &  Southern  et  al.  . 

11893— fnited   States   War  Department,   Inland   Waterways,   Missis- 
sippi-Warrior Service,  vs.  Abilene  &  Southern  et  al. 
January  31 — Phoenix,  Ariz.— Examiner  Keeler: 

11971—  In  the  matter  of  rates,  fares  and  charges  applicable  between 

points  In  the  state  of  Arizona. 
January  31— Washington.  D.  C.— Commissioner  Ford: 

I.  and  S.  1250 — Diversion  and  reconsignment  rules,  regulations  ana 

charges. 
January  31 — Washington.   D.  C.— Examiner  Gaddess: 

I.  and  S.  1277— Cancellation  of  joint  through  rates  between  Augusta. 

Ga.,  and  the  Augusta  Northern  Ry. 
January  31— Kansas  City,  Mo.— Examiner  Bardwell: 

I.  and  S.  1258— Cement  from  Missouri  and  Kansas  to  Arkansas. 
February  1 — New  York.  X.  Y.— Examiner  Wagner: 

•  11385 — George  G.   Holt  and  Benjamin   B.   Odell,   as  receivers  of  the 

JEtna.  Explosives  Co..  Inc..  vs.  West  Shore  et  al. 

•  10459— Ayres.  Bridges  &  Co.  vs.  Erie  et  al. 
February  1 — Washington,   D.   C.— Examiner  Witters: 

11983—Moshassuck  Valley  R.  R.  Co.  vs.  N.  Y.  N.  H.  &  H.  et  al. 
February  1 — Roanoke,  Va. — Examiner  Money: 
11996— ClinrliflHd  Coal  Corporation  vs.   Carolina,   Clinchfield   &   Ohio 

et  al. 

February  1 — Morgantown.  W.  Va. — Examiner  Hosmer: 
12008 — Morgantown  &  Wheeling  Ry.  Co.  vs.  Pa.  et  al. 
February  1— Argument  at  Washington,  D.  C. : 

11914 — In   the   matter  of  intrastate   rates,    fares   and   charges  of   the 
Southern    Pacific    Company    and    other    carriers    in    the    state    of 
Nevada. 
February  2 — New  York.   N.  Y. — Examiner  Wagner: 

•  11421 — American  Cyanamid  Co.  vs.  Mich.  Cent,  et  al. 

s  11694 — .IOBC|,II  i::nirroft  &  Sons  Co.  et  al.  vs.  N.  Y.  N.  H.  &  H.  et  al. 
February  2 — Kansas  City.  Mo. — Examiner  Bardwell: 

I.  and  S.  1264 — Lithopone  and  zinc  oxide  between  W.  T.  L.  points. 
February  2 — Cleveland.  O. — Examiner  Flynn: 

12035 — The  National  Refining  Co.  vs.  L.  &  N.  et  al. 
February  2 — Washington.  D.  C. — Examiner  Witters: 

12021 — Excelsior  Shook  and  Lumber  Co.,  Inc.,  vs.  S.  A-.  L.  et  al. 
February   2 — Argument  at   Washington,    D.    C. : 

11828 — In  the  matter  of  intrastate  fares  and  charges  of  the  Atlantic 
Coast  Line  Railroad  Company  and  other  carriers  in  the  state  of 
North  Carolina. 

February  3 — New  York,  N.  Y. — Examiner  Wagner: 
»  11985— United  Paperboard  Co.,  Inc.,  vs.  C.  C.  C.  &  St.  L.  et  al. 
«  11922— J.  B.  Schanok.  J.  I.  Htitrhinson,  Sr.,  and  H.  R.  Field,  trading 
as  Schanck,  Hutchinson  &  Field,  vs.  Pa.  et  al. 

February  3 — Washington,  D.  C.— Examiner  Witters: 

12030 — Federal  Valley  R.  R.  Co.  vs.  T.  &  O.  Central  et  al. 

February  3 — Chattanooga.  Tenn.— Examiner  Money: 
11997 — Dixie  Portland  Cement  Co.  vs.  Director  General. 

February  3 — Columbus.  O.— Examiner  Hosmer: 

12043 — The   Moore   Oil   Refining  Co.    vs.    Cincinnati.    New   Orleans    & 

Texas  Pacific  and  Director  General. 

12044 — The  Pure  Oil  Co.  vs.  Chesapeake  &  Ohio  et  al. 
12053 — The  Pure  Oil  Co.  vs.  Chesapeake  &  Ohio  et  al. 
12054— The  Pure  Oil  Co.  vs.  M.  K.  &  T.  et  al. 


February   3 — Argument  at  Washington,   D.   C.: 

11764 — In  the  matter  of  intrastate  rates  and  fares  of  the  Gulf,  Colo- 
rado &  Santa  Fe  Railway  Company  and  other  carriers  in  the 
state  of  Texas 

February  4— New  York,  N.  Y.— Examiner  Wagner: 

*  12011 — American    Cigar    Co.    vs.    Peninsular    &    Occidental    S.    S.    C 

*  12033— Louisa  Schaefer,   as  executrix  under  the  last  will  and  testaj 

merit   of   Charles    Schaefer,    deceased;    Charles    Schaefer,    Jr.,    and 
Fred  W    Sc-haefer,  as  executors  under  the  last  will  and  testament 
of  Charles  Schaefer,  deceased,  vs.  Lehigh  Valley. 
February  A — Grand  Rapids,  Mich.— Examiner  Flynn: 
12040 — The   American    Box   Board    Co.    of    Grand    Rapids,    Mich.,    vg. 

Grand  Trunk  Ry.  Co.  of  Canada  et  al. 
February  4 — Argument  at  Washington.  D.  C.: 

11863 — in   the  matter  of   intrastate   rates,    fares  and   charges   of   the 
Morgan's  Louisiana  &  Texas  R.  R.  &  S.  S.  Co.  and  other  carriers 
in  the  state  of  Louisiana. 
February   4 — Washington,    D.    C. — Examiner  Witters: 

I.  and  S.  1278— B'resh  and  salted  meats  between  points  in  Florida. 
February  4 — Washington.   D.   C.— Examiner  Witters: 

*  I     and    S     1283 — Demurrage   charges   at    Sewalls    Point.    A  a.,    on    coal; 

and  coke  loaded  in  cars  of  200.000  Ihs.  capacity  or  over. 
February  5 — Argument  at  Washington,  D.  C.: 

s  11703 — In  the  matter  of  intrastate  rates  within  the  state  of  Illinois. 
February  5— Cincinnati,  O.— Examiner  Hosmer: 

*  11995 — Charles  C.  Oyler  &  Son  et  al.  vs.  American  Ry.  Express. 

*  11988 — The  Fox  Paper  Co.  et  al.  vs.  Director  General. 
February  5 — New  York.  N.  Y. — Examiner  Wagner: 

*  12031 — The  Republic  of  France  vs.  Central  of  New  Jersey. 

*  12031    (Sub.  No.  1) — The  Republic  of  France  vs.  Central  of  New  Jer- 

sey and  Director  General. 
February  5 — Birmingham.  Ala. — Examiner  Money: 

*  11993 — Birmingham  Rail  and  Locomotive  Co.  vs.  A.  C.  L.  et  al. 

~  11993     (Sub.     No.     1) — Birmingham     Rail     and     Locomotive     Co.     i 
A.  C.  L.  et  al.     Portions  of  fourth  section  app.  703,  A.  C.  L.  R.  U. 
February  5 — Hutchinson,  Kan. — Examiner  Bardwell: 

12004 — The  Wichita  Northwestern  Ry.  Co-  vs.  C.  R.  I.  &  P.  et  al. 
February  7 — Philadelphia,   Pa. — Examiner  Early: 

*  12015— Dupont  Engineering  Co.  vs.  Director  General. 

*  12013 — The  Atlantic  Refining  Co.  vs.  N.  Y.  N.  H.  &  H.  et  al. 
February  7 — Cincinnati.  O.— Examiner  Hosmer: 

"  12019 — The  Ault  &  Wiliorg  Co.  vs.  C.  M.  &  St.  P.  et  al. 

-"  12020 — The  Monitor  Stove  Co.  vs.  Can.  Pac.  et  al. 

February  7 — New  York,  N.  Y. — Examiner  Wagner: 

t  11146 — Automatic    Sprinkler   Co.    of    America    et   al.    vs.    Alabama    & 

Vicksburg  et  al. 

February  7 — New  Albany,  Ind. — Examiner  Witters: 
5  12018 — The  City  of  New  Albany,  Ind.,  and  Robert  W.  Morris  vs.  L.  & 

N.  Ry.  &  Lighting  Co. 

*  12018    (Sub.    No.    1) — Chamber   of   Commerce   et   al.    vs.    Louisville    & 

Northern  Ry.  &  Lighting  Co. 
February  7— Chicago,  111.— Examiner  Jewell: 
••   11930 — Oscar  Mayer  &  Co.  vs.  C.  M.  &  St.  P.  et  al. 

12003 — Burlington  Shippers'  Assn.  et  al.  vs.  Ark.  Cent,  et  al. 
February  7 — Minneapolis,   Minn. — Examiner  Flynn: 

1.  and  S.  1272 — Switching  and  absorption  at  Minneapolis.   Minn.,  etc. 
February  7 — Tulsa.  Okla. — Examiner  Bardwell: 

12047— Bradford  Rig  and  Reel  Co.  vs.  A.  T.  &  S.  F.  et  al. 
February  7 — Detroit,  Mich. — Examiner  Howell: 

11980 — Michigan  R.  R.  Co.  vs.  Pere  Marcniette. 
February  8 — Philadelphia,  Pa. — Examiner  Early: 

*  12007 — E    I     Dupont   de   Nemours  &   Co.    vs.    Chicago,    Milwaukee   & 

St.  Paul  et  al. 

!i  10504 — E.  L  Dupont  de  Nemours  &  Co.  vs.  Maine  Central  et  al. 
'•  10504   (Sub.   Nos.   1   to  6  inclusive) — E.  I.   Dupont  de   Nemours  &   Co. 

vs.  Maine  Central  et  al. 

*  12000 — E.  I.  Dupont  de  Nemours  &  Co.  vs.  Pennsylvania  and  Direi  tor 

General. 

*  11998 — E.  I.  Dur.ont  de  Nemours  &  Co.  vs.  Delaware.  Lackawanna  & 

Western  et  al. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone,   Main  3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone,  Harrison  8808 


UNDER 
AMERICAN  FLAG 


PASSENGERS 
AND  FRCICHT 


San  Francisco -Baltimore  Service 

(Freight  Only— Via  Panama  Canal) 

From  San  Francisco  and  Los  Angeles  to  San  Jose  de  Guatemala. 

La  Libertad,  Corinto,  Balboa,  Cristobal,  Cuban  and 

Porto  Rican  Ports  (Easthound  only).  Savannah, 

Norfolk  and  Baltimore. 
S.  S.  "POINT  LOBOS"  sails  February  5th 

S.  S.  "CUBA"  sail*  February  15th 

S.  S.  "POINT  JUDITH"  sail*  March  3rd 

From   Baltimore  to   Cristobal,   Balboa,   Corinto,   La  Libertad. 

San  Jose  de  Guatemala,  Los  Angeles  and  San  Francisco 

S.  S.  "WEST  MINGO"  sails  February  7th 

Trans-Pacific  Service 

"The  Sunshine  Belt  to  the  Orient" 

(Passengers  and  Freight) 
Sailings  from  San  Francisco  every  28  days  by  new  and 

luxurious  ships 

S.  S.  "GOLDEN  STATE"  sails  March  19th 
S.  S.  -^CUADOR"  S.  S.  "VENEZUELA"  S.  S.  "COLOMBIA" 

And  Fortnightly  Sailings  by  EIGHT  Freight  Steamers 
Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila  and  Hongkoni 

Manila-East  India  Service 

(Passengers  and  Freight) 

Sailings  from  San  Francisco  bi-monthly  by 
S.  S.  "CREOLE  STATE,"  Feb.  3d     S.  S.  "WOLVERINE  STATE."  Feb.  25th 

S.  S.  "GRANITE  STATE,"  Much  22d 

And  Monthly  Sailings  by  TWO  Freight  Steamers 

Direct  to  Honolulu,  Manila,  Saigon,  Singapore,  Honduras, 

Colombo  and  Calcutta 

Round-the- World  Service 

(Freight  Only) 

S.  S.  "WEST  NERIS"  S.  S.  "WEST  MINGO" 

S.  S.  "EASTERN  IMPORTER" 
Regular  Monthly  Sailings 

San  Francisco,  Honolulu,  Yokohama,  Kobe,  Dairen,   Tientsin. 
Shanghai,  Manila,   Saigon,  Singapore,  Calcutta,  Colombo. 
Bombay,  Alexandria,  Bizerta,  Marseilles,  Barcelona, 
thence  Baltimore,  Norfolk,   Cristobal,  Los  An- 
geles and  San  Francisco  via   Panama  Canal 

Panama  Service 

(Passengers  and  Freight) 

Sailings  from  San  Francisco  every  10  days  by 

S.  S.  "NEWPORT"  S.  S.  "SAN  JOSE" 

S.  S.  "CITY  OF  PARA"  S.  S.  "SAN  JUAN" 

S.  S.  "CUBA" 
To  Mexico,  Central  America  and  Canal  Zone 


Through  Bills  of  Lading  Issued  to  and  from  all  points 
beyond  ports 

The  Pacific  Mail  is  world  renowned  for  excellence  of  its 
service  and  cuisine 

Consult  Our  Office* 

Pacific  Mail  Steamship  Co. 

10  Hanover  Square,  508  California  St.,  400  Exchange  Plac* 

NEW  YORK         SAN  FRANCISCO        BALTIMORE 

Managing  Agent*  U.  S.  Shipping  Board 
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PENNSYLVANIA 


^A Challenge  fo  leather  <w«r 


;.;.-  -m^^^ 

'*c       ^f  -*£m*tz 


They  Roll  Steadily  Onward 

thru  all  kinds  of  weather — thru  blinding,  driving  rains,  thru  cold, 
icy  sleet,  and  heavy,  wet  snows  that  tend  to  slow  down  traffic. 
Trains  move  slower,  lines  become  blocked  quicker,  and  repairs  pile 
up  and  take  longer  to  make  under  such  trying  weather  condition^. 


"PENNSYLVANIA"  TANK  CARS  stand  out— alone— at  these 
times.  Quality  materials  and  high-class  workmanship  now  prove 
their  worth.  They  stay  out  of  glutted  repair  shops — ready  to 
move  mi  to  their  appointed  destination. 

And  once  again  built-in  strenyth  and  sturdy  staunchness  denion- 
strate  the  practical  utility  of  the  "Pennsylvania"  Tank  Car— the 
ability  to  stand  up  and  come  thru  under  all  conditions  of 
Weather  and  Wear. 

"After  All,  Service  Counts" 

The  Pennsylvania  Tank  Car  Company 

Sharon,  Pa. 
New  York 


. 


*'>'-- 
,-O .. 


St.  Louis 


Houston 


San  Francisco 


Pennsylvania  Tank  Cars  are  used  by  Leaders  of  Industry 


v    I'll!! 
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Snow  and  Ice  Don't  Stop  Electric  Trucks 


Late  last  March  a  large  com- 
pany wrote,  "during  winter 
months  just  passed  we  never 
had  our  cars  laid  up  for  a 
single  day,  in  the  most  severe 
winter  New  York  City  has  so 
far  experienced  from  a  trans- 
portation standpoint." 

The  cars  referred  to  were  five- 
ton  electric  trucks  equipped 
with  Exide-Ironclad  Batteries. 
Streets  clogged  with  piles  of 
snow  and  ice  couldn't  stop 
these  trucks,  because  their  bat- 
teries had  the  power  ability 
to  pull  them  through  and 
"carry  on." 

For  all-the-year-round  ser- 
vice of  the  short-haul-many- 


stop  sort,  the  electric  truck  is 
in  a  class  by  itself  as  to  econ- 
omy, reliability,  and  ease  of 
operation.  To  a  large  extent  the 
success  of  the  truck  depends 
on  the  battery.  Besides  power, 
it  must  have  ruggedness,  high 
efficiency,  and  long  life. 

The  one  battery  that  com- 
bines all  these  essentials  is  the 
Exide-Ironclad— a  battery  de- 
signed and  built  by  the  largest 
manufacturers  of  storage  bat- 
teries in  the  world. 

For  dependable,  day-in-and- 
day-out  service,  winter  or 
summer,  install  electric  trucks 
equipped  with  Exide-Ironclad 
Batteries. 


THE  ELECTRIC  STORAGE  BATTERY  COMPANY 

Oldest  and  Inrirest  manufacturers  in  the  world  of  Storage  Batteries  for  every  purpose 

1888        PHILADELPHIA        1921 

Branches  in  seventeen  citie; 
Kxide  Batteries  of  Canada.  Limited.  133-157  Dufferin  Street,  Toronto 


IRONCLAD 

BATTERIES 


What  Exide 
users  write: 

"If  there  were  any 
other  trucks  or  batter- 
ies that  would  do  the 
work  better  or  more 
economically,  we 
would  have  bought 
them;  so  far  they  have 
surpassed  our  expec- 
tations. '' 

"  We  have  used  elec- 
tric trucks  equipped 
with  Exide  -  Ironclad 
Batteries  for  eight 
years,  and  each  bat- 
tery from  three  to  four 
years.  Our  trucks 
average  about  30 
miles  per  day. ' ' 

"Our  service  has  not 
been  interrupted  in 
any  manner  whatso- 
ever due  toanytrouble 
of  the  batteries." 

"We  believe  the 
Ironclad  to  be  the  most 
efficient  battery  and 
covering  all  electric 
truck  needs.  " 
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LUCKENBACH  LINES 

Express  Freight  Service 

(/.  5.  Mail  Steamers  Twin  Screw  American  Steamers 


New  York 

• 

New  York 


Rotterdam 


Philadelphia 


Rotterdam 


Hamburg 

Amsterdam 
Amsterdam 


p        i  i  i  •         Port  of  Los  Angeles      San  Francisco 
GENERAL  OFFICES:  44  Whitehall  Street,  New  York 


CHICAGO,  Marquette  Building 
T.  J.  McGEOY 

General  Western  Freight  Agent 


MINNEAPOLIS,  Metropolitan  Life  Building 

C.  H.  DRINKWATER 

Northwestern  Freight  Agent 


Philadelphia 
328  Chestnut  Street 


Los  Angeles 
Central  Building 


St.  Louis 
Pierce  Building 


San  Francisco 
Merchants  Exchange 


Don't  Cuss  Central 

VIT'HEN  you  have  Household  Goods,  Machinery  or  Automo- 
**   biles  to  ship,  or  anything — a  carload  or  a  case,  anytime, 
anywhere  for  Export — just  call  up  one  of  the  numbers  listed 
for  your  convenience  to  the  right.* 

Never  mind  if  Central  is  "just  a  bit  slow"  getting  the  connec- 
tion, don't  get  "all  het  up"  and  cuss,  for  even  though  you 
lose  a  little  time,  you  will  save  a  lot  of  time — dollars  too— 
once  you  get  in  connection  with  the 

TRANS-CONTINENTAL  FREIGHT  COMPANY 

Consolidated   Carload  Shipping  Service 

Remember!  Consolidation,  co-operation,  prompt  service  and 
real  -money  saving  on  your  freight  shipments — all  are  yours 
by  simply  using  that  'phone  on  your  desk. 

*  A  good  plan  is  to  cut  out  these  'phone  numbers  and  keep  them  handy. 

TRANS-CONTINENTAL  FREIGHT  COMPANY 

Consolidalors  of  Household  (ioods.  Machinery,  Automobiles,  Pianos 
and  Everything  for  Expert. 


General  Offices:     203  Dearborn  St.,  Chicago 
Woolworth  Building,  New  York 


01,1  s,,uth  Building.  Boston 
Kllirott  Square.  Buffalo 
l>rewl  Building,  Philadelphia 


I'nimi  Trust  Building,  Cincinnati 
IlipiKidroinc  Building.  Cleveland 
Monadnock  Building,  San  Franeiseo 

Write    the    Nearest    Office 


Van  Nuvs  Building,  Los  Angeles 

Alaska  Building,  Seattle 

13th  &  Kearney  Sts.,  Portland,  Ore. 


To  Save  Money 

on 

Your    Freight    Forwarding 
Use   These    'Phone    Calls 

NEW  YORK,  Barc&y  3940 

CHICAGO,  Harrison  3467 
BOSTON,  Fort  Hill  2638 

BUFFALO,    Seneca   4159 
PHILADELPHIA,    Lombard    1528 

CINCINNATI,    Main    SB 
CLEVELAND,    Ontario   848 

SAN  FRANCISCO,  Sutter  B470 
LOS  ANGELES,  Pico  639  &  6378B 

SEATTLE,   Elliott  3532 
PORTLAND,  Ore.,   Broadway  3316 
PHOSE   THE  XL-AREST  Ol-l-H  E 
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CARRIERS  MUST  CUT  EXPENSES 
The  railroads  under  the  new  transportatipn  act  and 
the  rate  advances  made  by  the  Interstate  Commerce 
Commission  in  compliance  with  that  act,  are  not  earn- 
ing the  six  per  cent  net  revenue  on  their  valuation  that 
tin.1  law  and  the  Commission  intended  them  to  have. 
This  may  be  due,  in  part,  to  incorrect  estimates  by  the 
Commission.  Probably,  however,  it  is  not.  The  Com- 
mission necessarily  made  its  figures  on  the  basis  of 
business  conditions  as  it  saw  them  at  the  time.  But 
business  has  fallen  off  greatly.  The  traffic  is  not  there- 
to haul,  and  therefore  the  railroads  are  not  making  the 
earnings  that  it  was  intended  that  they  should  make. 
Are  the  rates  to  be  increased  again?  We  hope  not  and 
we  believe  not.  We  do  not  believe  that  another  decided 
increase  in  the  general  level  of  rates  would  accomplish 
the  desired  end.  Undoubtedly,  one  of  the  minor  things 
that  have  contributed  to  the  falling  off  of  business  has 
IMVII  the  advanced  freight  rates.  The  tendency  of  higher 
rates  is  always  to  curtail  business  and  if  the  increase 
is  great — as  it  was  in  this  case — the  tendency  becomes 
more  than  a  tendency.  We  think  it  is  a  decidedly  rec- 
ogaizable  factor  in  the  present  situation-. 

If  we  are  right,  then  another  increase  would  only 
serve  to  defeat  its  own  purpose  and  nothing  but  a  simi- 
lar result  could  have  followed  if  the  Commission  had,  in 
the  first  instance,  made  the  rates  higher  than  it  did 
make  them.  The  rates,  we  believe,  are  as  high  as  busi- 
-  will  absorb.  Indeed,  it  may  be  that  they  are  too 
high  and  that  they  must  actually  be  reduced  in  order  to 
give  the  roads  the  revenue  intended.  Certainly  there  is 
mom  for  thought  along  this  line.  We  have  no  doubt  but 
that,  even  if  a  reduction  in  the  general  level  of  rates  is 
not  necessary  in  order  to  induce  business,  there  are 
localities  where  reductions  would  serve  that  purpose 
and  there  are  commodities  that  would  move  in  greater 
volume  and  for  longer  distances,  to  the  financial  ad- 


vantage of  the  carriers,  if  the  rates  were  reduced.  That 
is  the  kind  of  rate-making  that  may  have  to  be  con- 
sidered in  the  immediate  future  and  the  Interstate  Com- 
merce Commission  may  find  itself  more  than  ever  dif- 
ferent from  its  former  self  when  it  merely  considered 
rates  as  rates. 

We  think  it  may  be  accepted  as  certain  that  a  fur- 
ther increase  in  rates  does  not  offer  a  way  out  of  the 
predicament  of  the  railroads.  What  then  is  the  solu- 
tion? We  should  say  it  is  to  be  found — at  least,  in  large 
measure — in  a  reduction  of  expenditures,  and  that  the 
principal  item  in  which  such  reduction  may  be  made  is 
labor.  Already  railroads  over  the  country — among  them 
some  of  the  largest  ones— are  reducing  their  forces  or 
shortening  the  working  day  or  week.  Of  course,  that  is 
what  they  should  do  even  if  they  were  earning  plenty 
of  money,  but  they  probably  would  not  do  it  if  the  ac- 
tual necessity  did  not  confront  them.  As  long  as  the 
carriers  did  not  feel  the  need  for  economy,  the  payrolls 
would  be  little  tampered  with.  Doubtless  they  will  ac- 
complish much  saving  in  this  merely  ordinary  business 
move  at  a  time  when  they  have  more  men  than  their 
business  justifies  keeping  at  work,  but  the  remedy  is 
deeper  than  that.  Already  one  railroad  has  filed  a  for- 
mal petition  with  the  U.  S.  Railroad  Labor  Board  ask- 
ing for  permission  to  reduce  wages,  and  we  read  that 
there  will  be  a  more  or  less  general  petition  along  the 
same  lines  soon.  It  must  come.  The  men  will  fight  it 
but  we  so  do  not  see  how  the  Labor  Board,  which  fixed 
present  wages  on  the  basis  of  the  conditions  at  the  time- 
when  'the  award  was  made,  can  fairly  refuse  to  reduce 
the  scale  now  that  the  business  of  the  roads  has  fallen 
off  so  seriously  and  the  cost  of  living  has  dropped  ap- 
preciably. In  other  words,  the  men  can  not  expect  to 
have  all  the  cream. 


SALESMANSHIP  IN  TRANSPORTATION 
Edward  Hungerford,  a  "popular"  writer  on  trans 
portation  subjects,  but  one,  nevertheless,  who  writer 
with  knowledge  and  authority,  contributes  an  interest- 
ing article  on  "Salesmanship  in  Transportation"  in  the 
Saturday  Evening  Post,  in  which  he  delivers  himself  of 
many  truths  and  much  good  sense.  His  effort  is  to  con- 
vince the  railroads  that  they  have  transportation  to  sell 
and  that,  in  order  to  sell  it,  they  must  use  the  methods 
of  the  salesman.  If  the  railroads,  as  some  of  them  think, 
were  exempt  from  the  rule  that  they  must,  like  other 
business,  rise  or  fall  according  to  their  ability  to  under- 
stand salesmanship  and  make  good  use  of  that  under- 
standing, what,  he  asks,  would  be  the  use  of  the  traffic 
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MOBILE,  ALA. 

The  Port  of  Mobile  is  served  by 
the  Gulf,  Mobile  &  Northern 
Railroad.  While  there  is  active 
competition  between  the  lines  serv- 
ing the  Port  of  Mobile  for  traffic 
to  the  port,  there  is  close  co- 
operation between  all  of  the  lines 
at  the  port  in  handling  the  traffic 
for  the  shipper's  best  interest  after 
it  reaches  Mobile. 

If  you  are  shipping  to  or  via 
Mobile  and  desire  excellent  serv- 
ice, it  will  be  accorded  when 
shipped  via  the  Gulf,  Mobile  & 
Northern  Railroad. 


" 


"The  Road  of  Service 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 


With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville, 
Connersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lines  Routes. 

J.  A.  SIMMONS,  General  Traffic  Manager  C.  I.  &  W.  R.  R.  Building,  Indianapolis.  Ind.  R.  B.  KINKAID,  Assistant  General  Freight  Agent 

For  Information  a*  to  Rates,  Routes,  Service,  etc.,  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  have 

C.  I.  *  W.  R.  R.   Bnildlnc,  Indianapolis.   Ind.  201    Mercantile    Building,    Cincinnati.    Ohio.  1210    Barclay    Bid*.,    New    York 

S»»  RciKh  Bnildlnc.  8prln«fleld,  III.  337  Marquette  Bide.,  Chicago  728    Monadnock  Bid*.,  San   Francisco,   Calif. 

»»4    Arcade    Building,   St.    Louis.   Mo.  312   Park   Bide.,   Pittsburgh,   Pa.  509  Wesley-Roberts  Bids:.,  Los  Angeles,  Calif. 

17  Railway  Exchange.  Kansas  City,  Mo.  41  Porter  Bide.,  Memphis,  Tenn.  514  Colman  Bid*:..  Seattle.  Wash. 
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department  ?  "To  in;ikc  rates?  Oh,  no!  Under  tin- 
operation  of  state  and  federal  laws  and  regulatory  com- 
missions today,  that  has  'become  a  clerical  job.  Only 
tradition  keeps  it  out 'of  the  auditor's  office,  where  it 
now  really  belongs."  That,  of  course,  is  going  pretty 
far.  hut  there  is  point  to  the  remark,  nevertheless. 

Mr.  Hungerford  deals  principally  with  the  passenger 
end  of  the  railroad  business  but  he  discusses  freight 
eunuch  to  make  it  plain  that  he  thinks  the  railroads  are 
failing  to  use  proper  methods  when  they  do  not  adver- 
tise their  freight-carrying  facilities. 

"One  of  the  pet  arguments  of  old-time  railroaders," 
he  says,  "when  asked  in  other  years  to  advertise  their 
freight  service,  was  to  explain  a  firm  declination  by  say- 
ing that  freight  traffic  is  never  an  upbuildcr;  that  it 
exists  always  in  a  more  or  less  fixed  volume,  and  so  for 
one  line  to  advertise  would  only  result  in  traffic  being 
taken  for  a  time  from  another,  which  in  turn  would  then 
resort  to  the  device  of  advertising  on  its  own  behalf;  the 
net  result  of  all  this  being  that  eventually  all  the  rail- 
roads would  advertise,  and  that  then  the  traffic  would 
divide  exactly  as  it  divided  before  any  of  them  began, 
according  to  the  routings  and  conditions  that  best  suited 
the  desires  of  the  individual  shipper. 

"The  utter  speciousness  of  such  argument  need  not 
be  dilated  upon.  Freight  traffic  can  be  created,  to  say 
nothing  of  being  held  in  these  days  when  the  motor 
truck  has  become  a  pretty  active  competitor  of  the  box 
car." 

The  only  fault  we  have  to  find  with  these  obser- 
vations by  Mr.  Hungerford  is  that  his  language,  espe- 
cially in  the  use  of  the  words,  "in  other  years,"  would 
indicate  that  the  policy — or  at  least  the  argument — of 
the  railroads  with  respect  to  freight  advertising  had 
changed.  It  has  not.  The  men  who  make  the  railroad 
policies — with  the  exception  of  a  few  of  the  more  prog- 
ressive smaller  lines — are  still  saying,  "we  do  not  ad- 
vertise our  freight-carrying  facilities,"  and  still  giving 
the  hackneyed  and  bad  reasons  why  they  do  not.  That 
is,  some  of  them  give  those  reasons.  Most  of  them  have 
no  reasons.  They  only  know  that  it  is  not  done. 


ANOTHER  RATE  COMMITTEE  DOCKET 
We  take  pleasure  in  announcing  that  we  have  made 
arrangements  with  the  Trunk  Line  Coal  and  Coke  Com- 
mittee for  the  publication  of  its  dockets  of  hearings. 
They  will  be  printed  in  The  Daily  Traffic  World  and  in 
The  Traffic  Bulletin  with  the  dockets  of  the  other  rail- 
road rate  committees.  There  has  been  a  demand  for 
this  docket  and  we  are  glad  that  we  may  now  supply  it. 


MORE  LEGISLATIVE  IGNORANCE 

We  have  had  some  things  to  say  in  these  columns 
lately  about  legislative  ignorance — instances  of  mem- 
bers of  the  House  or  Senate  formally  discussing  trans- 
portation matters  about  which  it  appears  that  they  know 
little  or  nothing.  Another  example  is  the  speech  of 
Senator  Fernald,  of  Maine,  published  this  week.  His 
remarks  are  a  mixture  of  truth  and  misstatement,  good 
sense  and  bad  logic,  and  even  where  he  is  correct  in  the 
essence  of  his  judgment,  he  is  too  radical  and,  in  large 
measure,  unfair. 


For  instance,  what  he  says  about  the  former  policy 
of  the  Commission  being  responsible  for  the  financial 
condition  of  the  carriers,  appeals  with  some  force  to  us. 
We  have  always  thought  the  Commission  was  even 
more  parsimonious  with  the  railroads  than  the  law  and 
the  needs  of  the  times  demanded,  but  that  is  largely  a 
matter  of  opinion,  and  also  of  history  now,  for  the  par- 
simony, if  it  existed,  has  certainly  vanished,  and  it  is 
present  conditions  that  ought  to  concern  the  lawmakers. 

But  even  at  the  worst  that  could  be  justly  said  of 
its  policy,  the  Commission  never  deserved  the  invective 
piled  on  it  by  Senator  Fernald.  One  would  think,  from 
what  he  says,  that  the  Commission  never  granted  an  in- 
crease until  it  had  to.  As  a  matter  of  fact,  the  advance 
sought  in  the  fifteen  per  cent  case  was  granted,  and,  be- 
fore it  was  granted,  the  Commission  hurried  forward  with 
relief  by  adding  fifteen  cents  a  ton  to  the  coal  rates.  That 
was  done  in  a  year  when  the  railroads  had  a  net  revenue 
much  greater  than  they  ever  had  in  the  halcyon  years 
Fernald  talks  about,  prior  to  1910.  In  fact,  they  had  a 
greater  net  revenue  that  year  than  in  any  other  year 
except  1916,  which  was  the  most  prosperous  they  ever 
had. 

Again,  Senator  Fernald  goes  too  far  in  his  remarks 
about  the  personnel  of  the  Commission.  From  what  he 
says  one  would  judge  it  to  be  made  up  of  a  lot  of  in- 
competents like  its  notorious  fellow,  the  Federal  Trade 
Commission.  We  have  always  deplored  the  way  in 
which  members  of  the  Commission  are  chosen — the  way, 
for  the  matter  of  that,  in  which  all  political  appointees 
are  chosen.  There  is  seldom  any  particular  attention 
paid  to  special'  fitness  for  the  office  conferred,  and  the 
Interstate  Commerce  Commission,  like  other  govern- 
ment bodies,  has  been  made  up  largely  of  men  with  no 
special  training.  But,  for  all  that,  some  of  the  men  on 
it  have  been  trained  since  their  appointment  by  the 
service  they  have  performed,  and  some  of  the  men  on  the 
Commission  are  the  very  best,  we  believe — considering 
them  as  they  are  now  and  not  as  they  were  when  they 
were  appointed — that  could  be  chosen  for  the  work.  In 
spite  of  handicaps  like  the  appointment  of  such  men  as  the 
now  defunct  Woolley,  the  Commission  has  proved  an 
able  body  and  not  the  kind  of  agency  that  Senator  Fer- 
nald would  have  the  public  think. 

Senator  Fernald  says  that  the  narrow  attitude  of  the 
Commission  caused  agitation  by  politicians  resulting  in 
passage  of  two-cent  fare  laws  by  several  states.  The 
Commission,  he  said,  made  it  popular  to  jump  on  the 
railroads.  In  this,  the  Senator  shows  himself  almost  as 
ignorant  of  history  as  Henry  Ford.  The  state  two-cent 
fare  laws  did  not  follow  or  result  from  the  legislation  of 
1910,  placing  the  railroads  "at  the  mercy  of  the  Com- 
mission." That  wave  of  rate-cutting  by  state  legisla- 
tures followed  the  passage  of  the  Hepburn  act  in  1906. 
The  state  legislation  was  attributed  to  the  resentment 
by  politicians  over  the  withdrawal  of  passes  in  that  and 
the  following  year.  That  withdrawal  was  forced  by 
Roosevelt's  threat  to  use  the  penal  sections  of  the  Hep- 
burn act  on  the  politicians  and  the  railroads  who  were 
receiving  and  giving  free  transportation. 

As  examples  of  minor  inaccuracies  which  show 
lack  of  knowledge  of  his  subject,  Senator  Fernald  speaks 


216 

of  the  power  of  the  Commission  to  initiate  rates  being 
granted  in  1910.  It  was  not  granted  until  1920.  He  says 
seven  members  of  the  Commission  are  now  serving. 
There  are  nine  serving,  Mr.  Wooley's  term  having  ex- 
pired and  Mr.  Duncan  never  having  accepted  office. 
speaks  of  the  Commission  as  composed  of  nine  mem- 
bers. There  are  eleven  members,  under  the  law.  Those 
are  matters  of  minor  importance,  of  course,  but  they 
show  how  little  confidence  is  to  be  put  in  statements  of 
fact  made  by  a  member  of  Congress  who  runs  riot  on 
the  floor  in  the  desire  to  make  a  speech  about  something 
with  which  he  is  very  slightly  acquainted.  'And  he  talks 
like  the  veriest  anti-regulation  railroad  official — only 
with  less  information,. 
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CLAYTON  ACT  AMENDMENT 

The  Traffic  World   Washington  Bureau 

The  Senate  Interstate  Commerce  Committee  January  28 
favorably  reported  the  bill  amending  section  10  of  the  Clayton 
act  substantially  along  the  lines  recommended  by  the  Commis- 
sion. It  eliminated,  however,  the  provision  exempting  from  the 
competitive  bidding  requirement  dealings  between  common  car- 
riers and  non-carrier  companies  that  are  merely  controlled  by  a 
stock  interest  or  leased  by  common  carriers. 

The  committee  was  in  executive  session  January  22  going 
over  the  bill  with  Chairman  Clark  of  the  Commission.  Prior  to 
the  executive  session  a  brief  hearing  was  held  to  give  Benjamin 
C.  Marsh,  representing  the  Farmers'  National  Council,  an  oppor- 
tunity to  protest  against  the  bill.  He  urged  that  the  railroads  be 
taken  under  federal  control  again,  saying  in  part: 

"A  most  astounding  thing  about  the  proposed  amendment 
of  section  10  of  the  Clayton  anti-trust  law  designed  to  prevent 
interlocking  directorates  between  railroads  and  industrial  cor- 
porations, which  would  permit  monopoly  of  the  most  vicious 
sort,  is  that  both  branches  of  Congress  have  adopted  a  bill 
purporting  to  authorize  associations  of  producers  of  agricultural 
products,  which  distinctly  says  that  nothing  contained  therein 
shall  be  deemed  to  authorize  the  creation  of,  or  attempt  to  create 
a  monopoly  or  to  exempt  any  association  authorized  thereunder 
from  proceedings  under  the  Clayton  anti-trust  law.  The  farmers 
would  like  to  know  why  the  Senate  considers  this  double  stand- 
ard for  big  financial  interests  and  farmer  co-operative  organiza- 
tions. 

"In  order  to  restore  the  confidence  of  the  American  people 
and  to  re-establish  agriculture  as  well  as  other  business  and  com- 
merce. Congress  must,  instead  of  tinkering  with  the  interstate 
commerce  act,  promptly  restore  the  railroads  to  unified  govern- 
ment operation  under  control  similar  to  that  authorized  under 
the  federal  control  act,  but  paying  the  railroads  only  a  fair 
rental.  Two  of  the  large  farm  organizations,  the  National 
•Grange  and  the  American  Farm  Bureau  Federation,  spokesmen 
for  whom  indorsed  the  Cummins-Esch  law  before  it  was  enacted, 
have  publicly  denounced  the  guaranty  feature  of  that  bill,  based 
upon  cost-plus  principle. 

"The  Cummins-Esch  law  is  one  of  the  most  serious  causes 
of  our  present  financial  depression  and  of  farmers'  troubles.  In- 
stead of  considering  methods  to  enable  the  responsible  directors 
or  officers  of  the  railroads  further  to  exploit  the  public  through 
interlocking  directorates  in  financial  and  commercial  concerns, 
Congress  has  a  solemn  duty  to  repeal  the  Cummins-Esch  law 
and  restore  the  war  status  of  the  railroads,  reducing  railroad 
rates  to  those  in  effect  when  the  roads  were  returned  and  pro- 
viding, if  there  be  any  deficit,  it  should  be  paid  by  taxation." 


VALUATION  LEGISLATION 

The  Traffic  World  Washington  Bureau 

After  John  E.  Benton,  general  solicitor  for  the  state  com- 
missions, had  partially  completed  his  testimony  on  the  bill  pro- 
viding for  amendment  of  the  valuation  act  so  that  the  Com- 
mission would  be  relieved  of  ascertaining  and  reporting  the 
present  cost  of  condemnation  and  acquisition  of  carriers'  lands, 
Chairman  Esch  of  the  House  committee  on  interstate  and  for- 
eign commerce,  January  20,  announced  an  adjournment  until 
the  following  week,  the  exact  date  to  be  fixed  later. 

"Railroad  rates  have  reached  the  limit  of  what  the  traffic 
will  bear  and  further  advances  in  order  to  pay  returns  on  in- 
creased values  which  would  be  created  by  the  inclusion  of  ficti- 
tious elements  will  result  in  disaster  to  the  commerce  of  the 
cbuntry,"  Mr.  Benton  asserted. 

He  said  the  inclusion  of  the  estimate  required  by  the  valua- 
tion act  would  increase  the  aggregate  rate-making  value  of  the 
railroads  by  several  billion  dollars. 


"The  'inclusion   of   any   allowance,"   he   said,   "in   excess   ot 
what  these  lands  cost  or  are  now  worth,  as  measured  by  the    I 
market  value  of  other  similar  lands,  is  a  gross  injustice  to  the 
public." 

Mr.  Benton  said  the  opinion  of  the  United  States  Supreme 
Court  in  the  Minnesota  rate  cases  was  a  condemnation  of  the 
method  of  valuation  of  railroad  lands  required  by  the  valuation 
act. 

"A  valuation  under  an  act  of  Congress  which  requires  ficti- 
tious elements  to  be  included,  besides  being  unjust  to  the  public, 
is  not  for  the  best  interest  permanently  of  the  carriers  them- 
selves," said  he.  "This  valuation  ought  to  be  made  in  such  a 
manner  that  it  will  command  the  confidence  of  the  country,  and 
settle  the  question  of  what  these  properties  are  worth.  It  is 
going  to  require  heavy  rates  to  pay  returns  on  values  fairly 
fixed,  and  there  ought  not  to  be  any  question  about  the  fairness 
of  the  values  after  the  Commission  has  once  fixed  them. 

"Generally  speaking — in  spite  of  conspicuous  examples  the 
other  way — I  think  the  carriers  will  be  found  to  have  properties 
which  will  sustain  their  capital  accounts.  If  this  be  true,  it 
will  be  to  their  lasting  interest  to  settle  that  fact  to  the  sat- 
isfaction of  the  country.  That  cannot  be  done  by  any  valuation 
which  includes  estimates  'in  excess  of  present  value'  based 
upon  a  fiction  that  the  roads  are  non-existent  and  their  lands 
have  to  be  obtained  by  condemnation  today.  Such  a  valuation 
as  that  the  public  will  reject,  and  ought  to  reject,  for  it  can 
result  only  in  further  unjust  and  burdensome  increases  in  rates." 

Additional    testimony    on    the   bill    was   heard    January    27. 

W.  G.  Brantley,  appearing  for  the  carriers,  strongly  opposed 
the  bill.  He  said  if  the  Commission  was  to  find  the  reproduc- 
tion value  of  railroad  property  it  would  have  to  include  therein 
the  reproduction  cost  of  land.  He  said  in  the  tentative  reports 
heretofore  made  by  the  Commission,  the  carriers  had  been 
credited  only  with  the  acreage  value  of  their  lands.  He  con- 
tended that  a  proper  estimate  could  be  made  by  the  Commis- 
sion as  directed  by  the  law  as  it  stands. 

Glenn  E.  Plumb,  general  counsel  for  the  organized  railway 
employes,  said  he  favored  the  bill  as  it  went,  as  also  did  Benja- 
min C.  Marsh,  representing  the  Farmers'  National  Council. 
Marsh  devoted  most  of  his  statement  to  the  transportation  act 
and  what  he  said  was  its  bad  effect  on  agricultural  conditions. 


PACKER  AND  STOCK  YARD  CONTROL 

The  Traffic  World   Washington  Bureau 

Under  the  bill  passed  by  the  Senate  this  week  by  a  vote  of 
46  to  33  (S.  3944),  providing  for  the  creation  of  a  Federal  Live 
Stock  Commission,  which  shall  regulate  meat  packers  and  the 
operators  of  stock  yards,  and  to  provide  a  voluntary  system  of 
licensing  for  packers  and  operators,  it  is  made  the  duty  of  every 
packer  or  operator  registering  for  a  license  to  provide  "adequate 
railroad  connections  with  its  place  of  business." 

This  is  the  only  legislation  in  which  it  has  ever  been  pro- 
posed to  require  a  shipper,  actual  or  prospective,  to  furnish  any 
common  carrier  facility.  The  registrant  is  further  required  to 
furnish  the  services  and  facilities  of  its  business  on  reasonable 
terms  and  without  unjust  discrimination  to  persons  applying  for 
the  use  of  service  and  facilities.  It  is  further  provided  that  the 
registrant  "shall  set  aside  such  portion  of  the  facilities  of  its 
business,  as  determined  by  the  Commission  (federal  live  stock 
commission),  as  may  reasonably  be  necessary  to  accommodate 
small  shippers  and  local  patrons." 

In  the  provision  of  the  bill  relating  to  the  duty  of  the  Fed-  . 
eral  Live  Stock  Commission  it  is  commanded  to  "co-operate 
with  registrants  in  procuring  for  them  adequate  services  by 
common  carriers  by  rail  or  otherwise,  including  provisions  for 
special  cars  needed  in  the  proper  transportation  of  live  stock,  live 
stock  products  or  perishable  foodstuffs." 

The  bill  also  provides  that  two  years  from  the  date  of  the 
act  no  packer  shall  own  or  control  or  have  any  interest  in,  di- 
rectly or  indirectly,  by  community  of  stock  ownership  or  other- 
wise, any  stock  yard,  unless  the  Commission  shall  determine 
that  such  ownership  or  control  or  interest  is  not  in  violation 
of  the  purpose  of  this  act,  or  that  such  packer  has  been  unable, 
despite  due  diligence,  to  dispose  of  such  ownership  or  control 
of,  or  interest  in  such  stock  yard,  in  which  case  the  Commission 
may,  by  order,  extend  the  period  during  which  such  ownership, 
control  or  interest  may  continue. 

The  bill  does  not  apply  to  any  proceedings  begun  under  the 
anti-trust  acts  or  the  Federal  Trade  Commission  law.  That  ex- 
emption makes  the  proposed  divorce  section  apply  only  to  stock 
yards  that  may  be  controlled  'by  packers  not  included  in  what 
are  commonly  known  as  the  "Big  Five." 

In  a  speech  in  opposition  to  the  bill,  Senator  Stanley  of  Ken 
tucky  said  that  all  the  things  the  packers  and  stock  yard  opera- 
tors are  forbidden  by  this  bill  to  do  were  already  forbidden  by 
the  anti-trust  and  Federal  Trade  Commission  laws.  He  also  point- 
ed out  that  the  regulation  of  rates  and  charges  for  the  use  of 
railroad  facilities  is  a  part  of  the  power  and  duty  of  the  Inter 
state  Commerce  Commission. 
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Current  Topics 

in  Washington 


Hints  Prom  the  Presidential  Houseboat.— That  houseboat  on 
the  Indian  river  in  Florida  in  which  President-elect  Harding  is 
•king  a  mid-winter  vacation  has  been  an  object  of  keen  interest 
on  the  part  of  those  who  are  interested  in  the  work  of  the  Com- 
mission. This  is  especially  so  in  view  of  the  fact  that  Senator 
Cummins,  of  Iowa,  has  been  one  of  the  guests  and  has  appeared 
to  be  willing  to  talk  about  the  impressions  he  has  received  One 
the  most  interesting  impressions  about  which  the  Iowa  Sen- 
ator has  been  talking  is  his  idea  that  President  Harding  will 
make  important  appointments  so  as  to  have  them  confirmed  at 
the  special  session  of  the  Senate  called  for  March  5  to  consider 
nominations  for  the  cabinet.  It  is  usual  to  have  a  special  session 
on  the  day  following  inauguration  so  as  to  give  the  incoming 
President  an  opportunity  to  have  his  cabinet  appointees  con- 
firmed without  delay— and  then  only.  The  newspaper  reporter 
who  talked  with  Senator  Cummins  called  attention  to  the  fact 
that  the  special  session  is  usually  called  merely  to  confirm  cab- 
inet nominations.  What  he  added  to  that  observation  was  read 
ith  great  interest.  He  said:  "But  it  is  believed  that  Mr.  Hard- 
g  also  will  send  in  a  number  of  other  nominations  for  impor- 
tant places,  such  as  the  Interstate  Commerce  Commission  "  Sen- 
ator Cummins  is  not  credited  with  having  said  that  but  the  man 
who  had  just  been  talking  to  him  said  it.  A  man  with  an  in- 
quiring turn  of  mind  would  wonder  whether  the  man  who  wrote 
about  that  belief  did  not  obtain  it  from  the  Iowa  senator.  His 
next  question  would  be  as  to  where  Cummins  got  his  ideas  as 
to  what  Harding  was  thinking  on  the  question  of  filling  vacan- 
cies in  the  Interstate  Commerce  Commission.  After  telling  about 
the  possibility  of  nominations  for  the  Commission  being  made 
early,  the  newspaper  man  who  wrote  about  Cummins's  impres- 
sion, told  about  there  being  four  vacancies  on  the  regulating 
body.  That  newspaper  man  is  well  informed,  but  his  specialty 
s  not  along  the  line  of  the  personnel  or  the  work  of  the  Com- 
mission. Any  one  with  a  logical  mind  would  infer  that  not  only 
thought  about  important  appointments  being  made  early  but 
ilso  the  suggestion  that  members  of  the  Commission  are  con- 
sidered important  appointments,  came  from  the  Iowa  senator. 

Esch  May  Be  Director-General. — In  connection  with  the  talk 
about  vacancies  on  the  Commission  there  is  a  suggestion  that 
John  J.  Each  may  be  made  Director-General  of  Railroads  rather 
than  an  interstate  commerce  commissioner.  That  office  has  to 
be  filled,  whether  President  Harding  likes  the  idea  of  continuing 
it  or  not.  The  law  requires  him  to  appoint  an  agent  to  wind  up 
the  affairs  of  the  Railroad  Administration.  The  agent  will  have 
to  be  the  manager  of  a  force  big  enough  to  do  that  work.  Inas- 
much as  hundreds  of  millions  are  involved,  the  job  is  something 
more  than  a  sinecure.  Esch  is  supposed  to  entertain  some 
thought  of  re-entering  Congress.  Should  he  become  a  member 
the  Commission,  there  are  some  who  think  it  would  not  be 
the  most  seemly  thing  on  earth  for  him,  while  a  member  of  the 
Commission,  to  ask  for  a  nomination  for  Congress,  either  the 
House  or  the  Senate.  Their  thought  is  that  a  commissioner  is, 
or  should  be,  like  a  judge  rather  than  like  a  member  of  Congress, 
because  ninety  per  cent  of  his  work  is  to  decide  what  the  law 
means  when  applied  to  a  given  state  of  facts.  The  Director- 
jeneral  of  Railroads  would  be  merely  the  manager  of  the  inter- 
s  of  the  government  in  its  disagreements  with  the  railroads 

i  to  compensation  and  maintenance  during  federal  control.  As 
such,  he  would  have  no  quasi-judicial  functions  to  perform.  A 
man  on  the  Commission  with  one  ear  to  the  ground  with  a  view 

o  determining  the  trend   of  political   thought  in   a   state   or  a 

istrict  might  be  accused  of  thinking  more  of  his  political  for- 
tunes than  of  the  correct  solution  of  questions  presented  to  him. 

t  has  been  taken  for  granted  that  President  Harding  feels  that 
Esch,  on  account  of  his  work  on  railroad  legislation,  is  entitled 
to  recognition  at  the  hands  of  the  party  that  is  coming  into 
power. 


Atlas   Cement  Company   and    New   England   Divisions. — The 
Now  England  railroads,  in  their  fight  for  larger  divisions,  have 
at  least  one  friend  among  the  619  defendants.    The  Northampton 
Bath  has  filed  an  answer  admitting  that  the  New  England  car- 
riers are  not  receiving  enough  for  their  services.    It  adds  that  to 
is  also  denied  an  equitable  division  of  rates.     Therefore,  it  is 
sympathetic,  although   reduction   in   the  revenues   of  the  trunk 
lines  might  make  it  harder  for  it  to  obtain  from  them  what  it 
considers  its  due.     Perhaps  it  may  be  pointed  out  that  the  Atlas 
Portland  Cement  Company,  a  complainant  against  the  New  Eng- 
land roads  as  to  cement  rates  from  its  Hudson  mills,  is  a  con- 
ailing  interest  in  the  Northampton  &  Bath  road.     Should  the 
England  roads  be  placed  in  a  more  prosperous  condition 
t  might  be  possible  for  the  Atlas  to  convince  the  Commission 
either  that  the  rates  from  the  Hudson  district  are  .too  high  or 


that  the  rates  from  the  l.fhiKh  dl.snici  are  too  low.  Advancing 
the  rates  from  the  Lehlgh  district,  It  might  be  suggested,  would 
doubly  benefit  the  cement  company,  first,  by  giving  the  North- 
ampton &  Bath  large  divisions,  and,  decond,  by  making  It  a  bit 
harder  for  the  companies  that  have  mills  only  in  the  Lehlgh  dis- 
trict to  get  Into  the  New  England  market.  Although  Attorney- 
examiner  Mackley  has  recommended  the  dismissal  of  the  Atlas 
complaints,  that  company  has  not  accepted  his  report  as  worthy 
of  adoption.  On  the  contrary  It  has  savagely  commented  on  the 
proposed  report  because,  to  the  company,  he  is  absurd  when  he 
recommends  dismissal  on  the  ground  that  there  baa  been  no 
showing  of  a  similarity  of  transportation  conditions  such  as 
would  make  a  value  comparison  of  rates  In  New  England,  Trunk 
Line,  and  Central  territories,  when  the  fact  is  that  the  Commis- 
sion, in  prescribing  rates  for  New  England,  made  a  comparison 
of  transportation  conditions  in  the  three  territories  mentioned 
and  gave  New  England  a  scale  based  on  the  Central  territory 
scale.  In  addition,  the  company  asserts  that  the  cement  rates 
under  attack,  in  many  instances,  are  higher  than  the  rates  on 
cement  prescribed  by  the  Commission  itself  for  application  In 
the  semi-arid  regions  in  the  foothills  of  the  Rockies,  where  the 
population  and  traffic  density  are  so  much  lower  than  in  New 
England  that  a  comparison  would  be  deemed  ridiculous. 


Why  Not  Let  One  Report  Do  for  All? — A  suggestion  has  been 
made  in  connection  with  the  Commission's  reports  on  state  pas- 
senger fare  cases.  It  is  that  the  Commission  keep  in  type  a  form 
of  decision  in  all  such  cases,  to  be  filled  in  as  decisions  are 
reached,  with  the  names  of  the  various  states.  The  suggestion 
is  in  the  interest  of  economy  at  the  government  printing  office. 
Everybody  knows  that  each  case  will  be  decided  the  same  as  the 
Illinois  and  New  York  passenger  fare  cases.  Why  then,  it  is 
asked,  should  the  printers  set  up  each  case  as  if  it  were  some- 
thing for  which  the  world  is -waiting?  In  the  Montana  case 
decision,  handed  down  January  25,  the  language  employed  was 
the  same  as  that  used  in  the  Iowa  case,  and  the  Iowa  decision 
was  like  that  of  its  predecessor.  Unless  the  type  of  the  Iowa 
case  was  kept  standing  there  was  waste  at  the  government 
printing  oflSce.  The  U.  S.  Supreme  Court,  the  printing  bills  for 
which  are  paid  out  of  the  fees  collected  from  litigants,  does  not 
use  its  funds  to  reiterate  views,  set  forth  in  one  case,  which  fit 
the  facts  in  a  long  line  of  cases  coming  later.  It  refers  to  them, 
and  disposes  of  them,  as  it  frequently  says,  for  the  reasons  set 
forth  in  the  leading  case.  The  Commission,  perhaps,  could  not 
be  so  brief  as  that  because  the  law  requires  it  to  make  a  report 
on  each  case.  The  law  imposes  no  such  duty  upon  the  Supreme 
Court. 


Licensing  of  Stock  Yards. — Passage  by  the  Senate  of  the 
Gronna  bill  establishing  a  Federal  Live  Stock  Commission  and 
providing  for  the  licensing  of  slaughterers  of  live  stock  (includ- 
ing horses  and  mules)  and  the  operators  of  live  stock  yards,  and 
forbidding  the  butchers  to  own  stock  yards,  suggests  that,  if 
Congress  retains  its  health,  there  may  soon  be  a  law  telling 
how  a  man  may  spend  his  money  and  how  he  may  not  spend  it; 
also  where  he  must  go  in  Washington  to  obtain  the  license  he 
must  have  for  spending  it  in  this  way  and  the  license  he  must 
have  authorizing  him  to  refuse  to  spend  it  in  that  way.  The 
Gronna  bill  (S  3944)  requires  the  operator  of  a  stock  yard  to 
"provide  and  maintain  or  secure,  when  necessary  and  practic- 
able, adequate  railroad  connections  with  his  place  of  business." 
This  is  the  first  legislation  requiring  a  shipper  to  provide  facil- 
ities of  that  kind.  The  present  owners  of  some  stock  yards  own 
and  operate  "adequate"  railroad  facilities,  but  that  fact,  some 
time  ago,  caused  the  Attorney-General  to  nag  the  packers  into 
the  acceptance  of  a  decree  requiring  them  not  only  to  get  rid  of 
their  stock  yards,  but  also  of  their  railroad  facilities.  The  rail- 
road facilities  the  stock  yards  operators  are  required  to  acquire 
under  the  licensing  bill  would  not  be  common  carriers,  unless 
the  Commission  authorized  the  construction  of  the  railroad.  Not 
being  a  common  carrier,  a  city  or  a  state  could  condemn  the  land 
on  which  such  a  railroad  happened  to  be  built  and  require  the 
road  to  be  taken  up  because  the  city  or  state  wanted  to  use  the 
land  for  highway  purposes.  Thereupon,  the  stock  yards  com- 
pany would  have  to  give  up  its  facility  or  obtain  a  license  for 
that  facility,  from  the  Commission,  in  the  form  of  a  certificate 
of  public  necessity  and  convenience.  If  it  failed  to  obtain  such 
a  license,  Its  investment  in  that  railroad  would  go  up  in  thin 
air.  In  either  event,  it  has  been  suggested,  the  investment, 
which,  in  the  case  of  the  Chicago  stock  yards,  amounts  to  more 
than  $30,000,000,  would  be  at  the  mercy  of  government  officials 
with  no  responsibility  other  than  that  imposed  by  their  con- 
sciences, and,  as  a  rule,  by 'little  actual  knowledge  of  the  facts 
pertaining  to  any  business  more  elaborate  than  a  peanut  stand. 


The  Burleson  Bookkeeping  System. — Postmaster-General 
Burleson,  who,  in  other  days,  has  been  accused  of  the  kind  of 
bookkeeping  that  sends  bankers  to  the  penitentiary,  is  now  try- 
ing to  get  away  with  a  bit  of  bookkeeping  that  will  enable  him 
to  keep  up  his  fiction  that  the  deficit  in  the  postal  revenues  in 
the  last  year  was  only  about  $17,000,000.  Chairman  Steenerson, 
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thp   Board   urged   that  meanwhile   further  conferences   between 
tne        ^  ^  ^  ^  ^  ^^  made  to  agree  OQ  a  8etHement. 
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paying   $85,575,000    for   carrying   the   mails   because   he   figui 
about  $70,000,000  of  that  sum  is  due  the  Railroad  Administrate 
ana  that  ihat  branch  of  the  service  has  re ^ed  money  enough 
from  Congress  to  pay  all  the  hundreds  of  millions  of  its  deficit 
He  argue!   that  because   the   money   is  due  merely  to  another 

branch  of  the  government,  there  is  no  reason  why  ouia  ^   ^         Jtulualy   «,,  „„„   ^ -. 

•*tm*A*MMW™9&^ATW°*<^%*^r^      construction   favored    legislation   which    would    take   from    the 


TO  TAKE  POWER  FROM  I.  C.  C. 

The  Traffic  World   Washington  Bureau 

Senator  Calder  of  New  York,  in  an  address  before  the  Na- 
tional Housing  Conference  of  the  Chamber  of  ' 
United   States,  January 


Senate  itt       on  re. 


as      or  a     ecency  .  , 

port  he  ignored,  not  only  the  $70,000,000  he  owed  the  Railroa 
Administration,  but  also  the  nearly  $16,000000  he  owed  the  |rai 
roads    and  said  his  deficit  amounted  to  only  about    17,000,UUi 
all  due  to  war  conditions.     Another    thing    in    the 


Commerce    Commission    the    power    to    declare    an 
and  allocate  the  railroad  facilities  of  the  country,  in 
of  without  the  formality  of  a  hearing  and  report. 

He  gajd   tne  committee  was  making  a  study  of  transportation 


a       ue    o  .  e  ga 

speech  of  interest  to  shippers  who  cannot  use  the  par  rateg  on  building  materials  which,  he  said,  had  been  increased 

last     ea 


any 


extent   is  a  charge  that  the  parcel  post  operations  last  yea 


the   rateg   Qn   Qther  commodities,   with   the   idea  of 


any  ex  , 

cost  the  government  $210,000,0000  more  than  it  took  in   not  to      readjusting  rates  according  to  the  ability  of  the  traffic  to  bear 

mention  the  loss  to  the  express  companies  and  the  loss  to  ship-      them  but  not  wUh  a  view  to  decreasing  the  revenues  of  the 

pers  who  have  to  use  the  express  service  because  the  rules  ot      rallroads      He  said  healthy  transportation  and  fuel  conditions 

the  parcel  post  will  not  permit  them  to  avail  themselves  o  were  baslc  essentials  to  building.     Continuing,  he  said,  in  part: 

facilities      The   Burleson   contention   that   the   Railroad  Admin 

istration'had  received  money  enough  to  make  up  all  its  defic 

is  based  on  an  erroneous  conclusion  drawn  by  Chairman  Good 

of  the  House  appropriation  committee,  the  error  of  which  was 

pointed  out  to  Mr.  Good  by  James  Corridan,  one  of  Burlesc  _  _____  ^  ----------------------- 

subordinates  and  by  Swagar  Sherley,  former  director  of  nnanc        tnat  tne  interstate   Commerce  Commission  found   it  necessary 
in  the  Railroad  Administration.     So  long  as  Burleson  does  not      to  establish  priority  orders  for  the  movement  of  coal,  even  at 
ask  for  an  appropriation  to  pay  his  freight  bill,  the  Railroad  Ad- 
ministration cannot  pay  what  it  owes  the  railroads.     That  fact, 
however,  it  is  believed,  does  not  worry  the  Postmaster-General. 
Mr    Steenerson  said  that  the  annual  report  of  the  Postmaster- 
General  was  so  filled  with  self-laudation  and  misstatements  of 
fact  that  the  truth  could  not  be  learned  from  it. 

A.  E.  H. 


The  shortage  of  railroad  equipment  last  year  was  so  great 
that  -we  were  unable  to  promptly  bring  goods  to  market,  and 
through  the  isolation  of  localities,  'spot'  market  conditions 
prevailed  in  the  sale  of  coal  and  building  materials.  Indeed, 
the  transportation  facilities  of  the  country  have  been  so  limited 


REDUCTION  IN  RAILROAD  WAGES 

The  labor  committee  of  the  Association  of  Railway  Execu- 
tives, of  which  W.  W.  Atterbury,  vice-president  of  the  Pennsyl- 
vania System,  is  chairman,  held  a  meeting  at  Chicago,  January 
28,  pursuant  to  the  resolution  adopted  by  the  Association  Janu- 

what' action  should  be  taken  by  the  roads  so  that  wages  "will 
be  in  keeping  with  the  changing  economic  conditions." 

Besides  Mr.  Atterbury,  the  following  are  members  of  the 
labor  committee:  W.  G.  Besler,  president,  Central  Railroad  of 
New  Jersey;  H.  E.  Byram,  president,  C.  M.  &  St.  P.;  C.  H. 
Markham,  president,  I.  C.;  N.  D.  Maher,  president,  Norfolk  & 
Western;  W.  R.  Scott,  president,  Southern  Pacific. 

Hearing  on  Docket  No.  101-1,  rules  and  regulations,  which 
has  been  going  on  before  the  Railway  Labor  Board  in  Chicago 
for  more  than  two  weeks,  and  which  promises  to  continue  for 
several  weeks  more,  was  interrupted,  January  25,  in  order  to 
hold  hearing  in  the  case  of  the  Atlanta,  Birmingham  &  Atlantic 
Railroad  vs.  its  employes,  No.  142.  The  petition  requests  that 
the  Labor  Board  allow  the  A.  B.  &  A.  to  reduce  wages  "to  a 
level  that  will  enable  the  property  to  keep  out  of  a  receiver's 
hands." 

B.  L.  Bugg,  president  of  the  road,  made  a  statement  de- 
claring that  the  road  is  losing  approximately  $100,000  a  month, 
in  spite  of  the  fact  that  the  working  force  has  been  cut  to  a 
minimum  number.  He  said  that  the  amount  lost  each  month 
represents  just  one-half  of  the  total  amount  of  wage  increases 
granted  to  the  men  since  1914. 

The  employes,  represented  by  E.  P.  Curtis,  vice-president 
of  the  Order  of  Railway  Conductors,  called  attention  to  the  fact 
that  the  A.  B.  &  A.  has  posted  a  notice  of  reduction  in  wages 
to  become  effective  February  1.  He  said  that,  under  agreements 
with  its  employes,  the  railroad  could  not  post  such  a  notice 
without  the  consent  of  the  employes  affected  or  the  Railway 
Labor  Board.  Since  the  time  remaining  before  this  notice  goes 
Into  effect  is  short,  Mr.  Curtis  requested  that  the  Board  settle 
the  question  as  to  whether  or  not  it  should  be  cancelled  before 
hearing  further  evidence  in  support  or  against  a  wage  decrease. 

Inasmuch  as  this  is  the  first  case  of  the  kind  to  come  before 
the  Board,  the  members  decided  that  the  request  of  the  employes 
was  reasonable. 

W.  S.  Carter,  president  of  the  Brotherhood  of  Locomotive 
Firemen  and  Enginemen,  issued  a  statement  from  Cleveland  in 
which  he  intimated  that  his  organization  was  preparing  to 
vigorously  oppose  any  wage  decrease. 

The  Labor  Board  Jan.  27  ruled  that  the  Atlanta,  Birm- 
ingham &  Atlantic  must  cancel  notices  of  reduction  in  pay  which 
were  to  become  effective  February  1.  In  sustaining  the  objec- 
tion of  the  employes  the  board  said: 

"Objection  having  been  made  by  the  employes  and  a  dispute 
having  arisen  in  regard  to  the  proposed  reduction,  and  the  mat- 
ter having  been  brought  before  the  Board,  the  Board  decides  that 
no  change  of  any  kind  shall  be  made  except  by  agreement  be- 
tween the  parties  until  the  dispute  is  heard  and  opportunity  given 
for  the  Board  to  decide." 

Date  for  further  heaving  has  been  set  for  February  10  and 


the  expense  of  depriving  the  building  industry  of  transportation 
and  thus  checking  the  resumption  of  building  of  much-needed 
housing.  A  recurrence  of  this  transportation  shortage  is  pre- 
dicted to  occur  upon  the  resumption  of  normal  business  activity. 
"Our  terminal  facilities  have  been  inadequate  and  the  con- 
gestion of  our  coal  docks  has  decreased  the  use  of  our  coast- 
wise shipping.  Coal  which  formerly  moved  coastwise  was  forced 
over  the  rails,  further  congesting  the  already  over-taxed  rail- 
roads. Due  to  irregular  deliveries,  the  result  was  speculation 
and  high  prices  of  coal  and  other  basic  materials  accustomed  to 
use  water  transportation." 

PREPAYMENT  TO  CANADA 

Hearing  on  No.  11937,  Swift  and  Company  et  al.  vs.  Ann 
Arbor  et  al.,  in  the  matter  of  prepayment  of  freight  charges  on 
shipments  between  points  in  the  United  States  and  points  in 
Canada,  was  held  before  Examined  Carter  in  Chicago,  January 
24.  Petitions  of  intervention  were  filed  by  the  Quaker  Oats 
Company  and  the  Allied  Packers. 

R.  D.  Rynder,  for  the  complainants,  stated  that,  in  his 
opinion,  the  practice  of  the  carriers  in  collecting  full  freight 
charges  in  advance  in  American  money,  was  in  direct  violation 
of  Section  1  of  the  interstate  commerce  act.  He  called  attention 
to  General  Order  326,  of  the  Canadian  Railway  Commission, 
published  in  the  Traffic  World,  Jan.  22,  page  171. 

"While  General  Order  326  does  not  exactly  cover  our  wishes, 
as  expressed  in  the  petition,  we  are,  nevertheless,  willing  to 
accept  it  as  far  as  it  goes,  if  the  carriers  will  assure  us  that 
present  tariffs  will  be  cancelled  and  new  ones  issued  at  once  in 
accordance  with  this  order,"  said  he.  Most  of  the  roads  repre- 
sented signified  that  such  tariffs  had  been  published  or  would 
be  published  as  soon  as  possible. 

Guilbert  F.  Ford,  of  Swift  and  Company,  introduced  a  num- 
ber of  exhibits  purporting  to  show  discrimination  in  favor  of 
various  Canadian  points  to  other  Canadian  points  where  the 
basic  rates  are  the  same  between  such  Canadian  points  and 
points  in  the  United  States.  Examples  of  such  conditions  were 
the  hauls  between  Seattle  and  Montreal  and  Vancouver  and 
Montreal,  and  Saint  Paul  and  Winnipeg  and  Fort  William  and 
Winnipeg.  He  also  introduced  exhibits  showing  the  rates  of 
exchange  on  Canadian  currency  in  1920,  and  comparing  these 
rates  with  the  rates  in  1919. 

When  asked  whether  the  acceptance  of  this  Canadian  rule 
would  be  satisfactory  to  the  complainants,  Mr.  Ford  said  i 
would  be  as  far  as  it  went.  He  called  attention  to  the  fact, 
however,  that  it  does  not  cover  export  shipments,  and  that  a 
considerable  number  of  shipments  made  by  Swift  and  Company 
in  the  United  States  are  to  the  parts  of  Montreal  and  St.  Johns, 
for  export.  He  said  the  conditions  surrounding  these  shipments 
were  substantially  the  same  as  they  would  be  were  they  destined 
for  Canadian  consumption. 

On  cross-examination  the  witness  admitted  that  export  ship- 
ments were  made  on  through  export  bills  of  lading,  which  fact 
might  complicate  matters  somewhat  for  the  carriers. 

In  closing,  Mr.  Rynder  requested  that  the  carriers  provide 
him  with  information  as  to  the  basis  of  making  settlements. 
R.  W.  Barrett,  speaking  for  the  Trunk  Lines  and  the  New 
England  carriers,  said  these  settlements  were  almost  invariably 
made  in  American  money,  but  that  he  would  endeavor  to  obtain 
exact  information  for  the  complainants.  Mr.  Rynder  asked  that 
the  setting  of  brief  dates  be  postponed  until  he  had  this  informa- 
tion, since  it  was  essential  in  order  intelligently  to  take  up  the 
matter  of  reparation  in  his  brief..  The  carriers  submitted  no 
evidence. 
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Decisions  of  Interstate  Commerce  Commission 


RATES,  MERIDIAN  TO  ALA.  POINTS 

In  a  detailed  report  on  No.  9560,  Meridian  Traffic  Bureau  vs. 
Southern,  et  al.,  opinion  No.  6572,  60  I.  C.  C.,  5-51,  Commissioner 
tman  has  announced  the  conclusion  of  the  Commission  that 
class  anil  commodity  rates  between  Meridian,  Miss.,  and  points 
in  Alabama  were  and  are  unreasonable  and  unduly  prejudicial 
to  the  Mississippi  Jobbing  center,  as  compared  with  class  and 
commodity  rates  for  like  distances  in  Alabama. 

The  order  requires  the  removal  of  the  undue  prejudice  on  or 
before  May  5  by  the  establishment  of  a  class  scale  applicable 
to  the  Alabama  Great  Southern  and  the  Southern  and  another 
class  scale  for  application  on  the  Mobile  &  Ohio,  for  distances 
up  to  200  miles;  and  a  distance  scale  for  application  to  groups 
of  commodities,  also  applicable  to  the  two  groups  of  roads. 

The  scales  are  largely  the  work  of  the  railroads  concerned. 
They  raise  some  of  the  intrastate  rates  and  reduce  some  of 
the  interstate.  They  constitute  a  decided  innovation  in  the  Com- 
mission's dealing  with  the  rate  situation  In  the  southeast.  The 
treatment  is  unlike  that  given  in  Shreveport  case  situations. 

All  the  rates  and  groups  are  set  forth  in  an  appendix  to  the 
report  and  cover  19  printed  pages.  The  commodity  rates  cover 
66  different  commodity  groups.  Commissioner  Eastman,  who 
wrote  the  report,  said  that  the  class  scale  adopted  was  one  to 
meet  the  immediate  needs  of  the  situation  before  the  Commis- 
sion, rather  than  a  method  for  future  and  more  extensive  rate 
adjustments. 

The  case  was  really  one  between  Meridian  and  competing 
jobbing  centers  in  Alabama,  such  as  Mobile,  Montgomery,  Bir- 
mingham, Demopolis,  Tuscaloosa,  and  Selma,  which  intervened 
in  the  case.  The  railroads  were  not  really  defendants,  and  more 
then  the  carriers  have  been  defendants  in  other  Shreveport  situ- 
ation cases.  In  discussing  the  case,  Mr.  Eastman  said: 

"The  case  has  a  possible  importance  which  goes  beyond  the 
immediate  situation  with  which  it  deals.  In  their  brief  upon  re- 
hearing,  defendants  state  that  it  is  'the  first  case  in  which  the 
Commission  has  been  called  upon  to  prescribe  a  reasonable 
maximum  mileage  scale  in  the  interior  south.'  They  go  on  to 
say  that  any  scale  which  we  may  fix  in  this  case  'is  bound  to 
be  the  basis  of  comparison  in  future  cases  involving  similar 
rates,'  and  is  almost  certain  to  become  'the  criterion  by  which 
will  be  determined  the  reasonableness  of  all  other  classes  and 
commodity  rates  between  points  in  the  south  for  the  shorter 
distances.' 

"This  possibility  was  emphasized  by  the  interveners.  They 
point  out  that  the  important  distributing  rates  from  jobbing 
centers  in  the  south  are  largely  intrastate,  and  that  they  have 
been  fixed  by  the  various  state  authorities  upon  a  lower  level 
than  the  corresponding  interstate  rates,  which,  they  say,  are  of 
lesser  importance  and  have  seldom  been  the  subject  of  public 
regulation.  While  the  intrastate  rates  of  Alabama  are  lower 
than  the  interstate  rates  from  Meridian,  interveners  claim  that 
they  are  not  lower  than  the  similar  rates  of  other  southern 
states.  They  fear,  therefore,  that  in  this  proceeding  the  com- 
plaint of  a  single  city  will  result  not  only  in  condemning  the  Ala- 
bama rates,  but  in  the  sanctioning  of  a  new  and  higher  basis  of 
rates  which  will  gradually  spread,  by  force  of  precedent,  through- 
out the  south  without  adequate  consideration  of  the  situation  as 
a  whole. 

"Clearly,  defendants  have  not  been  hostile  to  the  complaint 
of  Meridian  and  have  done  what  they  could  to  shape  the  pro- 
ceedings so  that  the  fabric  of  state  rates  in  Alabama  might  be 
changed  in  favor  of  rates  at  a  higher  level.  The  rates  which 
they  propose,  as  we  have  already  seen,  would  leave  the  revenue 
on  traffic  to  and  from  Meridian  practically  untouched  and  at 
the  same  time  increase  materially  the  revenue  from  intrastate 
traffic  in  Alabama.  What  this  increase  would  amount  to  no  one 
has  ventured  to  estimate,  but  clearly  it  would  be  substantial: 
and  if  the  same  basis  of  rates  should  gradually  be  extended 
throughout  the  south,  in  accordance  with  defendants'  anticipa- 
tions, the  gain  in  revenue  to  the  southern  carriers,  over  and 
above  the  increases  authorized  in  Increased  Rates,  1920,  supra, 
would  be  large. 

"The  case  has  been  one,  in  short,  In  which  the  defendants 
have  been  such  in  name  rather  than  in  fact,  and  the  burden  of 
the  defense  has  rested  upon  the  interveners.  It  has  been  one  in 
•which  we  have  not  had  the  benefit  of  final  argument,  nor  of 
any  brief  from  interveners  upon  the  evidence  taken  at  the  sup- 
plementary hearings.  Moreover,  the  general  situation  has 
changed  radically  since  the  case  was  submitted. 

"Indications  multiply  that  the  entire  structure  of  interstate 
and  intrastate  rates  in  the  south  is  likely  to  become  the  subject 
of  future  investigation  and  consideration.  Under  all  the  circum- 
stances, we  agree  with  interveners  that  it  would  be  unfortu- 
nate if  we  should  now  attempt,  upon  the  restricted  record  of 
this  case,  to  work  out  carefully  balanced  scales  of  short-distance 


class  and  commodity  rates  which  could  be  used  as  the  'criterion' 
for  further  reconstruction  in  the  southern  territory.  On  the 
other  hand,  complainant  has  clearly  shown  that  the  city  of 
Meridian  is  now  subjected  to  undue  prejudice,  and  the  removal 
of  that  prejudice  is  a  matter  which  should  no  longer  be  de- 
layed. The  immediate  problem,  therefore,  is  to  effect  such  re- 
adjustment as  the  present  record  appears  to  Justify,  without 
undue  influence  upon  any  more  extensive  process  of  rate  recon- 
struction which  may  later  prove  desirable  in  connection  with  a 
consideration  of  the  southern  situation  as  a  whole. 

"As  already  shown,  the  Alabama  Great  Southern  has  the 
same  class-rate  scale  both  interstate  from  Meridian  to  Alabama 
points  and  intrastate  in  Alabama.  In  general,  it  is  lower  than 
the  Interstate  scale  of  the  Southern  and  lower,  also,  than  the 
scale  proposed  by  defendants,  with  the  exception  of  the  rates 
in  classes  C  and  D.  In  view  of  the  increases  authorized  in  In- 
creased Rates,  1920,  supra,  we  do  not  think  that  defendants 
have  justified,  for  application  interstate  and  intrastate  within 
the  territory  in  question,  a  scale  of  class  rates  higher  than 
that  now  in  effect  on  the  Alabama  Great  Southern  modified 
by  the  substitution  of  the  proposed  rates  in  classes  C  and  D,  ex- 
cept that  on  the  Mobile  &  Ohio  the  rates  may  be  10  per  cent 
higher.  The  change  in  the  class  C  and  class  D  carload  rates  Is 
made  necessary  in  order  that  the  scale  may  be  linked  with 
greater  harmony  to  the  new  commodity-rate  adjustment.  Class 
rates  on  this  modified  basis  are  set  forth  in  Appendix  No.  6.  It 
is  recognized  that  the  class  relationships  and  steps  of  pro- 
gression may  be  susceptible  to  criticism,  but  the  record  is  so 
lacking  in  evidence  upon  these  matters  that  we  do  not  think 
it  desirable  to  attempt  to  perfect  the  scale  at  this  time.  As 
aforesaid,  it  is  a  scale  adopted  to  meet  the  immediate  needs  of 
the  situation  before  us  rather  than  as  a  model  for  future  and 
more  extensive  rate  adjustments. 

"Passing  to  commodity  rates,  we  find  that  the  preponderance 
of  evidence,  most  of  which  was  offered  by  defendants,  is  in 
favor  of  the  group  scales  which  they  propose,  with  certain  minor 
changes.  For  coal  and  coke,  in  carloads,  defendants  propose 
two  scales,  shown  under  commodity  groups  Nos.  21  and  21A, 
but  fail  to  explain  how  these  are  to  be  applied.  There  seems  no 
need  for  two  sets  of  rates  on  these  commodities,  and  as  the 
two  scales  proposed  do  not  differ  materially  we  think  that  No. 
21A  should  be  eliminated. 

"Silo  tile  is  listed  under  commodity  group  No.  48  and  hollow 
building  tile  under  No.  11.  Rates  on  the  former  are  higher  than 
on  the  latter.  On  behalf  of  the  Southern  Sewer  Pipe  Works  it 
is  contended  that  the  rates  should  be  the  same;  that  silo  tile 
is  practically  building  tile,  loads  the  same,  and  is  shipped  on 
building-tile  rates  in  western  and  official  classification  terri- 
tories. We  think  coth  commodities  should  take  group  No.  11 
rates. 

"It  is  proposed  to  rate  cottonseed  meal  and  cake,  in  pack- 
ages, any  quantity,  or  in  bulk,  C.  L.,  minimum  40,000  pounds, 
class  D.  The  application  of  the  proposed  class  D  rates  would 
result  in  substantial  increases  over  the  present  commodity  rates 
from  Meridian.  To  seven  points  on  the  Alabama  Great  Southern, 
ranging  in  distance  from  21  to  71  miles,  the  increases  would 
amount  to  from  84.6  to  125  per  cent  on  cottonseed  meal  in  car- 
loads, to  from  28.5  to  43.7  per  cent  on  cottonseed  cake  in  car- 
loads, and  to  from  4  to  20  per  cent  on  cottonseed  meal  and  cake 
in  less  than  carloads.  The  southern  classification  rates  cotton- 
seed meal  and  cake,  In  bags,  L.  C.  L.',  120  per  cent  of  carload 
fertilizer  rates,  and  in  bags  or  bulk,  C.  L.,  minimum  weight  40,- 
000  pounds,  fertilizer  rates,  or  sixth  class  in  the  absence  of 
fertilizer  rates,  and  complainant  contends  that  in  no  event  should 
the  respective  carload  and  less-than-carload  fertilizer  rates  be 
exceeded.  On  this  record  we  find  no  justification  for  exceeding 
the  fertilizer  rates. 

"On  'fertilizer  and  fertilizer  materials,  rated  "C.  L.  fertilizer 
rates"  in  southern  classification,  except  as  specifically  published 
in  individual  items  In  these  exceptions,'  the  rates  under  group 
29  applying  per  net  ton  are  proposed  for  carloads,  minimum 
30,000  pounds,  and  rates  20  per  cent  higher  for  less  than  car- 
loads. Complainant  contends  that  the  rates  should  not  exceed 
those  prescribed  by  us  in  Royster  Guano  Co,  vs.  A.  C.  L.  R.  R.  Co., 
50  I.  C.  C.,  34,  for  application  on  fertilizer,  in  carloads,  from 
Norfolk,  Va.,  to  points  in  North  Carolina,  increased  by  25  per 
cent.  The  following  comparison  of  rates,  in  cents  per  net  ton, 
on  fertilizer  In  carloads,  illustrates  this  contention : 

Distance  (1)  (2)  (3)  (4) 

Miles  Cents  Cents  Cents  Cents 

25  140  200  ISO 

35  140  200  ISO  140 

50  160  m  190  160 

75  190  250  -  >  190 

100  230  250  .  •  230 

150  280  300  UO  260 

200  310  350  310  300 
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(1)  Present  rates  from  Meridian  to  points  in  Alabama  on  Alabama 

(2)  Present  rates  from  Meridion  to  points  in  Alabama  on  Southern. 

(3)  Proposed  rates  for  application  from  Meridian  to  points  m  Ala- 
bama on  Alabama  Great  Southern  and  Southern. 

(4)  Rates  prescribed  in  Royster  Guano  Co.  Case,   supra,  increased 
hv  25  per  cent. 

"While  complainant  does  not  show  that  transportation  condi- 
tions justify  as  low  a  basis  of  rates  from  Meridian  to  points  in  Ala- 
bama as  from  Norfolk  to  points  in  North  Carolina,  no  sufficient 
reason  is  offered  of  record  for  exceeding  the  rates  now  in  effect 
from  Meridian  to  points  in  Alabama  via  the  Alabama  Great 
Southern.  We  are  of  opinion  that  the  rates  in  group  29  should 
be  changed  accordingly.  The  less-than-carload  rates  on  fer- 
tilizers should  be  120  per  cent  of  the  carload  rates,  as  proposed 
by  defendants  and  as  provided  in  Appendix  No.  6. 

"Defendants  propose  no  ratings  on  live  stock  in  less  than 
carloads,  stating  that  this  matter  is  under  investigation  in  In- 
vestigation and  Suspension  Docket  No.  956,  and  that  the  carriers 
will  ask  the  Alabama  Public  Service  Commission  to  approve  for 
use  between  points  in  Alabama  the  ratings  prescribed  by  us  in 
that  proceeding.  The  case  referred  to  was  decided  on  Novem- 
ber 28,  1917,  and  is  reported  in  47  I.  C.  C.,  335,  under  the  title, 
Live  Stock  Classification.  At  present  live  stock  in  less  than  car- 
loads from  Meridian  to  points  in  Alabama  on  the  Southern, 
Alabama  Great  Southern,  and  Mobile  &  Ohio  takes  class  rates 
as  provided  in  the  southern  classification,  and  the  classification 
ratings  are  in  accordance  with  our  decision  in  the  case  cited. 
The  class  rates  are  not,  in  our  opinion,  unreasonable  as  applied 
to  this  traffic. 

"The  proposed  commodity  rates  and  descriptions,  as  revised 
by  the  examiner  and  with  the  changes  above  indicated,  are  set 
forth  in  Appendix  No.  6. 

"Upon  the  record  before  us  we  find  that  the  respective  class 
and  commodity  rates  of  the  Southern,  the  Alabama  Great  South- 
ern, and  the  Mobile  &  Ohio  between  Meridian,  Mobile,  Selma, 
Montgomery,  Birmingham,  Demopolis,  and  Tuscaloosa,  on  the 
one  hand,  and  points  in  Alabama  not  more  than  200  miles  dis- 
tant from  Meridian  on  the  lines  of  the  same  respective  carriers, 
on  the  other,  are  and  for  the  future  will  be  unduly  prejudicial 
to  Meridian  and  unduly  preferential  of  Mobile,  Selma,  Mont- 
gomery, Birmingham,  Demopolis,  and  Tuscaloosa  to  the  extent 
that  the  rates  maintained  by  them  between  Meridian  and  said 
points  in  Alabama  exceed  the  rates  contemporaneously  main- 
tained by  said  defendants  on  like  traffic  for  like  distances  be- 
tween Mobile,  Selma,  Montgomery,  Birmingham,  Demopolis,  and 
Tuscaloosa,  and  said  points  in  Alabama;  and  that  the  class  and 
commodity  rates  of  the  defendants  between  Meridian,  Mobile, 
Selma,  Montgomery,  Birmingham.  Demopolis,  and  Tuscaloosa, 
on  the  one  hand,  and  points  on  the  Tennessee  &  Northern,  on 
the  other,  are  and  for  the  future  will  be  unduly  prejudicial  to 
Meridian  and  unduly  preferential  of  the  named  Alabama  points 
to  the  extent  that  the  rates  maintained  by  them  between  Me- 
ridian and  points  on  the  Tennessee  &  Northern  exceed  the  rates 
contemporaneously  maintained  by  said  defendants  on  like  traffic 
for  like  distances  between  Mobile,  Selma,  Montgomery,  Birming- 
ham, Demopolis,  and  Tuscaloosa  and  said  points  on  the  Ten- 
nessee &  Northern. 

"We  further  find  that  the  class  and  commodity  rates  between 
Meridian  and  points  in  Alabama  on  the  Southern,  Alabama 
Great  Southern,  and  Mobile  &  Ohio  for  distances  not  in  excess 
of  200  miles  for  the  future  will  be  unreasonable  to  the  extent 
that  they  exceed  the  rates  set  forth  in  Appendix  No.  6  for  ap- 
plication on  like  traffic,  increased  in  accordance  with  Increased 
Rates,  1920,  supra,  which  -rates  we  find  will  be  just  and  reason- 
able maximum  rates. 

"We  further  find  that  the  carload  rates  on  agricultural  im- 
plements rated  sixth  class  in  southern  classification,  building 
material  as  described  in  A.  T.  &  N.  R.  R.  exceptions  to  southern 
classification,  and  cotton  seed,  between  Meridian  and  points  on 
the  Tennessee  &  Northern  by  way  of  the  Alabama  Great  South- 
ern or  Southern  in  connection  with  the  Tennessee  &  Northern, 
for  the  future  will  be  unreasonable  to  the  extent  that  they  ex- 
ceed  the   respective   rates   published   in   A.   G.    S.   R.   R.   tariff 
.  No.  1430  on  agricultural  implements,  building  material, 
and  cotton  seed,  In  carloads,  between  the  same  points,  increased 
in  accordance   with   Increased   Rates,  1920,   supra,   which   rates 
we  find  will  be  just  and  reasonable  maximum  rates;   that  the 
carload  rates  on  building  material  as  described  in  said  excep- 
ns,  and  cotton  seed,   between   Meridian  and   points  on   the 
ennessee  &  Northern  for  the  future  will  be  unreasonable  to 
e  extent  that  they  exceed  rates  composed  of  the  rates  found 
anonable  herein  for  application  on  like  traffic  between  Meridian 
Reform  and  the  distance  rates  published  in  A   T   &  N   R   R 
No.  49  on  building  material  and  cotton  seed,  're- 
in carloads,  between  Reform  and  other  points   on 
fmnessee  &   Northern,   increased   in   accordance   with    In- 
r-  Rates,  1920,  supra,  which  rates  we  find  1  wffl  be  just  and 


Ohio,  in  connection  with  the  Tennessee  &  Northern,  for  the 
future  will  be  unreasonable  to  the  extent  that  they  exceed  rates 
composed  of  the  rates  found  reasonable  herein  for  application 
on  like  traffic  between  Meridian  and  the  junction  points  of  the 
Southern,  Alabama  Great  Southern,  and  Mobile  &  Ohio  with  the 
Tennessee  &  Northern,  and  the  distance  rates  published  on  like 
traffic  between  said  junction  points  and  other  points  on  the 
Tennessee  &  Northern  in  A.  T.  &  N.  R.  R.  tariff  I.  C.  C.  No.  49, 
increased  in  accordance  with  Increased  Rates,  1920,  supra, 
which  rates  we  find  will  be  just  and  reasonable  maximum  rates ; 
that  the  rates  on  cotton,  in  bales,  between  Meridian  and  points 
on  the  Tennessee  &  Northern  by  way  of  the  Alabama  Great 
Southern,  Southern,  or  Mobile  &  Ohio,  in  connection  with  the 
Tennessee  &  Northern,  for  the  future  will  be  unreasonable  to 
the  extent  that  they  exceed  rates  composed  of  the  rates  found 
reasonable  herein  for  application  on  like  traffic  between  Me- 
ridian and  the  junction  points  of  the  Alabama  Great  Southern, 
Southern,  and  Mobile  &  Ohio  with  the  Tennessee  &  Northern, 
and  the  distance  rates  on  like  traffic  between  said  junction 
points  and  other  points  on  the  Tennessee  &  Northern  published 
in  A.  T.  &  N.  R.  R.  tariff  I.  C.  C.  No.  47,  increased  in  accordance 
with  Increased  Rates,  1920,  supra,  which  rates  we  find  will  be 
just  and  reasonable  maximum  rates;  and  that  on  all  other 
traffic,  except  live  stock,  in  carloads,  between  Meridian  and 
points  on  the  Tennessee  &  Northern  the  rates  for  the  future  will 
be  unreasonable  to  the  extent  that  they  exceed  rates  composed 
of  the  rates  found  reasonable  herein  for  application  on  like 
traffic  between  Meridian  and  the  junction  points  of  the  Alabama 
Great  Southern,  Southern,  and  Mobile  &  Ohio  with  the  Ten- 
nessee &  Northern,  and  the  distance  rates  published  in  A.  T.  & 
N.  R.  R.  tariff  I.  C.  C.  No.  49  between  said  junction  points  and 
other  points  on  the  Tennessee  &  Northern  on  the  respective 
class  under  which  the  commodity  is  rated  in  the  southern  classi- 
fication and  the  Tennessee  &  Northern's  exceptions  thereto,  in- 
creased in  accordance  with  Increased  Rates,  1920,  supra,  which 
rates  we  find  will  be  just  and  reasonable  maximum  rates. 

"On  live  stock  in  carloads  the  record  ia  Insufficient  to  enable 
us  to  determine  what  would  be  reasonable  maximum  rates  be- 
tween Meridian  and  points  on  the  Tennessee  &  Northern." 

Commissioner  Hall,   dissenting,  said:      ' 

"The  situation  clearly  needs  correction,  but  not,  as  I  see  it, 
the  kind  of  correction  that  is  given  by  the  majority  report  and 
order.  The  composite  scale  of  class  rates  here  prescribed  per- 
petuates existing  and  creates  new  incongruities  In  class  rela- 
tionship, adds  one  more  to  the  multiform  scales  prevalent  in 
the  south,  and  in  purpose  and  effect  reduces  interstate  rates 
in-  order  to  offset  increases  in  intrastate  rates  which  have  be- 
come necessary." 

The  class  scale  prescribed  for  Mobile  &  Ohio  is  from 
2.5  to  9  cents  per  100  pounds  higher  than  the  one  for  applica- 
tion on  the  Southern  and  the  Alabama  Great  Southern.  For  in- 
stance, the  rate  for  five  miles  and  under  on  the  Alabama  Great 
Southern  is  25  cents,  while  on  the  Mobile  &  Ohio  it  will  be  27.5 
cents.  The  difference  is  10  per  cent,  the  Mobile  &  Ohio  being 
the  higher  by  that  percentage  in  the  present  adjustment.  At 
100  miles  the  first-class  rate  on  the  Southern  la  74  cents  and 
on  the  Mobile  &  Ohio,  81.5,  while  at  200  miles  the  Southern  rate 
is  91.5,  and  the  Mobile  &  Ohio,  100.5  cents. 

In  the  commodity  scales,  there  are  59  commodity  rate  groups, 
group  No.  1  being  sulphuric  acid  in  tank  cars,  the  minimum 
rate  being  100  cents  on  the  Southern  and  110  cents  on  the 
'Mobile  &  Ohio,  the  10  per  cent  difference  being  observed  in  the 
commodity  rates  also. 


Southern,  Alabama  Great  Southern,   or   Mobile   & 


RULES  FOR  LOADING  LUMBER 

In  dismissing  No.  11076,  J.  R.  Wheler  Company  vs.  Virginian, 
Director  General  et  al.,  opinion  No.  6549,  59  I.  C.  C.  699-701,  the 
Commission  denied  reparation  on  account  of  a  violation  of  the 
sixth  section  of  the  interstate  commerce  law  because  there  was 
no  proof  of  damage  such  as  a  court  would  have  been  warranted 
in  making  an  award  of  compensatory  damage. 

The  case  grew  out  of  an  irregular  method  used  by  the  Vir- 
ginian to  increase  the  minimum  on  lumber.  On  November  27, 
917,  it  issued  a  bulletin  to  its  agents  requiring  them  to  refuse 
cars  to  shippers  of  lumber  except  on  condition  that  they  load 
to  capacity  of  the  car.  That  bulletin  was  not  filed  as  required 
by  the  sixth  section,  although  it  obviously  was  a  rule  or  regula- 
tion affecting  the  charges  for  the  use  of  the  car. 

This  bulletin  was  cancelled  December  13,  but  no  notice  of 
the  cancellation  was  sent  to  its  agents.  They  continued  enforc- 
ing the  rule  up  to  April  5,  1918.  In  some  instances  the  com- 
plainant loaded  cars  to  full  capacity.  Some  were  forwarded 
with  less  than  full  capacity  loads.  In  one  instance  the  car  went 
forward  with  less  than  the  minimum  load. 

The  complainant  said  that  it  was  its  custom  to  sell  lumber 
by  the  thousand  feet  and  that  the  commercial  unit  employed  by 
in?£?  12'000  feet  board  measure,  weighing  between  36,000  and 
4U.OOO  pounds.  The  minimum  was  34,000  pounds. 

Between  January  1  and  July  1,  1918,  the  complainant  showed, 
there  was  a  substantial  increase  in  the  price  of  lumber.  The 
complainant  introduced  testimony  to  show,  first,  that  it  had 
added  lumber  to  a  number  of  loads  to  comply  with  the  rule  which 
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was  a  gift  to  the  consignee  who  received  more  lumber  than 
he  hud  ordered;  and  second,  that  the  lumber  BO  added  could 
li.-ive  been  sold  for  about  $4,000. 

The  Virginian  denied  the  jurisdiction  of  the  Commission,  on 
i  lie  ground  that  the  case  was  one  for  the  courts  because  the 
complainant  was  claiming  damages.  On  that  point,  and  on  the 
merits  of  the  matter.  Commissioner  Woolley,  who  wrote  the  re- 
port of  the  Commission,  said: 

"In  support  of  this  contention  (of  no  Jurisdiction),  Morris- 
dale  Coal  Co.  vs.  Penna.  R.  R.  Co.,  230  U.  S.,  304.  is  cited.  It 
is  sufficient  to  say  that  that  case  does  not  sustain  defendant's 
MCW  of  the  law,  and  our  jurisdiction  in  the  premises  Is  clearly 
i  (inferred  by  section  9  of  the  interstate  commerce  act.  Louis- 
ville &  Nashville  R.  R.  Co.  vs.  Ohio  Valley  Tie  Co.,  242  U.  S.  288. 

"Taking  into  consideration  the  urgent  necessity  for  prevent- 
ing transportation  wastes  which  existed  in  the  autumn  of  1917, 
«e  ;itv  unable  to  say  that  the  rule  here  considered,  as  an 
emergency  measure,  was  unjust.  In  fact,  complainant's  general 
manager  in  his  testimony  admitted  that  the  rule  was  reasonable, 
though  counsel  explains  that  the  witness  was  referring  to  the 
effect  on  the  lumber  trade  in  general.  We  are  of  opinion,  how- 
ever, that  the  method  of  promulgating  the  rule  was  in  violation 
of  section  6  of  the  act,  providing  that  printed  schedules  shall 
contain — 

.my  rules  or  regulations  which  in  any  wise  change,  affect,  or  deter- 
mine any  part  or  the  aggregate  of  such  aforesaid  rates,  fares,  and 
.  li.nm-s.  or  the  value  of  the  service  rendered  to  the  passenger,  shipper. 
nr  consignee.  •  *  «  nor  shall  any  carrier  charge  or  demand  or 
•  illicit  or  receive  a  greater  or  less  or  different  compensation  •  *  * 
than  the  rates,  fares,  and  charges  which  are  specified  in  the  tariff 
illeil  and  in  effect  at  the  time. 

"As  we  have  frequently  pointed  out,  the  minimum  weight  is 
a  factor  in  the  carload  rate  and  affects  the  total  charges  for 
transportation.  The  enforcement  of  such  a  rule  as  this  would 
have  the  effect  of  superseding  the  tariff  provision  publishing  the 
minimum  weight  for  lumber  and  of  increasing  the  carload 
charges  for  hauling  shipments  of  that  commodity.  If  defendant 
desired  to  promote  the  economical  use  of  equipment  by  raising 
the  minimum  weight,  it  should  have  done  so  in  the  manner  pre- 
scribed by  law.  Had  public  necessity  been  shown,  defendant 
could  have  secured  our  permission  to  amend  its  tariffs  on  short 
notice. 

"If  complainant  had  stood  on  its  right  under  the  tariff  to 
demand  transportation  of  shipments  of  the  minimum  weight,  It 
would  have  had  an  appropriate  remedy  in  mandamus  or  an  ac- 
tion for  damages  for  refusal  to  furnish  transportation  upon 
reasonable  request  therefor,  but  complainant  chose  to  comply 
with  defendant's  bulletin,  and  transportation  was  not  refused. 
The  alleged  damage  for  which  complainant  here  seeks  reparation 
is  speculative  and  not  the  direct  consequence  of  defendant's 
attempt  to  change  the  carload  minimum  in  an  unlawful  manner. 
As  we  must  follow  the  principles  governing  courts  of  law  in 
determining  compensatory  damages,  reparation  is  denied  for 
want  ot  proof." 


MONTANA  RATES  AND  FARES 

In  No.  11860,  Montana  Rates  and  Fares,  in  the  matter  of  in- 
trastate rates  and  fares  of  the  Chicago,  Burlington  &  Quincy 
Railroad  Company  and  other  carriers  in  the  state  of  Montana, 
opinion  No.  6575,  60  I.  C.  C.  61-66,  the  Commission  has  ordered 
the  railroads  in  Montana  to  remove  on  or  before  March  2,  on  not 
than  five  days'  notice,  the  discrimination  against  interstate 
commerce  resulting  from  the  refusal  of  Montana  authorities  to 
permit  the  roads  to  increase  intrastate  passenger  fares,  excess 
baggage  charges  and  to  apply  a  surcharge  on  travel  in  Pullman 
cars  in  the  same  percentage  amounts  as  fixed  by  the  Commission 
in  Ex  Parte  74.  The  reasoning  applied  by  the  Commission  to  the 
Montana  situation  was  identical  with  that  in  the  other  intra- 
state rate  cases  which  have  been  decided  heretofore.  Commis- 
sioner Eastman  dissented. 

The  Montana  commission,  while  authorizing  the  application 
of  an  increase  in  intrastate  freight  rates  in  the  same  percentage 
amount  as  fixed  by  the  Commission  for  interstate  traffic  in  that 
territory,  denied  the  carriers'  application  for  an  increase  in  milk 
and  cream  rates  on  the  ground  that  those  rates  should  be  taken 
up  in  connection  with  a  pending  application  for  increases  in 
express  rates  on  milk  and  cream.  The  carriers  did  not  bring 
those  rates  in  issue  before  the  Commission  in  the  present  pro- 
ceeding. 

Intrastate  passenger  fares  in  Montana  have  been  on  a  3- 
cent  a  mile  basis  for  a  number  of  years  and  therefore  the  order 
of  the  Director-General  bringing  passenger  fares  up  to  3  cents 
generally  did  not  result  in  a  change  in  those  fares  in  that  state. 
The  increase  ordered  by  the  Commission — 20  per  cent — will  bring 
the  fares  np  to  3.6  cents  per  mile.  Montana  has  a  3-cent  maxi- 
mum fare  law  and  under  it  the  state  commission  held  it  did  not 
have  authority  to  grant  the  increase  asked  by  the  carriers. 

The  Commission  restricted  its  findings  to  passenger  fares, 
excess  baggage  charges  and  the  surcharge  upon  travel  in  Pull- 
man cars.  The  carriers  asked  for  increases  in  charges  for  han- 
dling newspapers,  for  parking  special  baggage  cars  and  for 
movements  of  special  trains  and  cars,  but  the  Commission  said  as 


no  specific  Increases  for  these  services   were  Included  In   Kx 
Parte  74,  it  findings  would  not  apply  to  those  service*. 

IOWA  FARES  AND  CHARGES 

The  Iowa  passenger  fare  case,  No.  11761,  opinion  No.  6674, 
60  1.  C.  C.,  55-60,  with  Commissioner  Eastman  dissenting,  has 
been  disposed  of  on  the  principles  laid  down  by  the  Commission 
in  the  New  York  and  Illinois  passenger  fare  cases. 

The  Commmission  held  that  the  fares  and  charges  required 
by  the  state  authority  to  be  maintained,  by  the  steam  railroads  in 
Iowa  lower  than  the  corresponding  Interstate  fares  and  charges 
authorized  in  "Increased  Rates,  1920,"  58  I.  C.  C.,  220,  were,  are 
and  will  be  unduly  preferential  of  Intrastate  passengers,  unduly 
prejudicial  to  Interstate  passengers  and  unjustly  discriminatory 
against  interstate  commerce. 

The  order  requires  the  removal  of  the  undue  prejudice  on 
or  before  March  1,  1921,  on  not  less  than  five  days'  notice  by  the 
publication  of  rates,  fares  and  charges  in  accordance  with  the 
order  of  the  Commission  in  Ex  Parte  No.  74.  The  order  is  with- 
out pertinency  to  the  commutation  fares  or  other  fares  for  spe- 
cial occasions  fully  described  in  the  report. 

"The  issues  here  presented  relating  to  passenger  fares  and 
surcharges  upon  passengers  in  sleeping  and  parlor  cars  are  in 
all  respects  similar  to  those  presented  in  the  New  York  and 
Illinois  cases,"  said  the  Commission.  Therefore,  following  the 
New  York  and  Illinois  cases  and  upon  this  record  the  Commis- 
sion pronounced  the  condemnation  hereinbefore  set  forth. 

On  behalf  of  Iowa  and  the  Iowa  commission,  the  report  said, 
it  was  insisted  that  there  had  been  no  showing  that  the  Iowa 
intrastate  passenger  fares  and  charges  did  not  furnish  their 
proper  proportion  of  a  reasonable  return  upon  the  value  of  the 
railroad  property  in  Iowa  and  that  it  was  contended  that  the 
Commission's  jurisdiction  over  intrastate  fares  extended  only 
to  instances  in  which  it  had  been  shown  that  such  fares  resulted 
in  unjust  and  unreasonable  preference  and  advantage  to  par- 
ticular individuals  or  localities  in  intrastate  commerce  and  in 
unjust  and  unreasonable  discrimination  and  prejudice  against 
particular  individuals  or  localities  in  interstate  commerce. 

"Similar  contentions  were  made  and  discussed  at  length 
in  Rates,  Fares  and  Charges  of  N.  Y.  C.  R.  R.  Co.,  59  I.  C.  C.,  290, 
and  Intrastate  Rates  within  Illinois,  59  I.  C.  C.,  350,  hereinafter 
referred  to  as  the  New  York  and  Illinois  cases,  respectively, 
and  it  seems  unnecessary  further  to  enlarge  upon  that  discussion 
here,"  is  the  way  the  Commission  disposed  of  the  arguments 
made  in  behalf  of  Iowa. 


OHIO  RATES,  FARES  AND  CHARGES 

In  a  report  differing  slightly  in  language  from  prior  reports 
on  state  passenger  fare  situations,  the  Commission  has  con- 
demned the  Ohio  state  passenger  fares,  excess  baggage  charges, 
milk  and  cream  rates  and  the  failure  of  the  Ohio  commission  to 
follow  the  example  of  the  federal  body  in  dealing  with  the  ques- 
tions raised  by  the  carriers  in  Ex  Parte  No.  74.  The  report  was 
written  by  Commissioner  Meyer,  on  No.  11830,  Ohio  Rates,  Fares 
and  Charges,  opinion  No.  6577,  60  I.  C.  C.  78-84. 

The  Ohio  situation  differed  slightly  from  that  in  other  states 
in  that  the  milk  rates  prescribed  by  the  state  commission  were 
20  per  cent  lower  and  the  rates  on  cream  50  per  cent  lower  than 
the  interstate  rates.  The  Ohio  commission,  as  late  as  September 
1920,  required  the  carriers  to  transport  cream  at  the  rate  appli- 
cable on  milk.  Some  years  ago,  in  "CFA  Territory  Milk  and 
Cream  Rates,"  46  I.  C.  C.  601,  the  Commission  prescribed  rates 
on  cream  twenty-five  per  cent  higher  than  those  on  milk,  for 
interstate  hauls  from  and  into  Ohio.  This  order  reestablishes 
that  relationship. 

On  the  basis  of  the  volume  of  business  transacted  in  the 
year  ending  June  30  last,  Mr.  Meyer  said,  the  carriers  would  lose 
$4,600,000  through  the  failure  of  the  Ohio  commission  to  allow 
rates  on  intrastate  business  as  high  as  those  applicable  on  inter- 
state. 

The  Commission  said  its  decision  in  this  case  would  not  re- 
late to  commutation  fares  because  the  Ohio  authorities  have 
recently  allowed  a  twenty  per  cent  increase  in  them.  Excursion, 
convention  and  other  fares  for  special  occasions,  multiple  form 
tickets,  extra  fares  on  limited  trains  and  club-car  charges  were 
also  excluded  therefrom  because  no  testimony  was  offered  re- 
specting them. 

With  the  exceptions  herein  mentioned,  the  Ohio  case  was 
like  the  New  Y/>rk,  Illinois,  and  Wisconsin  cases,  which  Commis- 
sioner Meyer  cited  to  show  why  the  Commission  was  disposing  of 
the  case  in  the  way  indicated. 

The  undue  prejudice  and  preference  and  unjust  discrimina- 
tion are  to  be  removed  on  or  before  March  3,  the  day  on  which 
the  order  relating  to  Montana,  disposed  of  on  January  25,  be- 
comes operative. 


CLASS  RATES,  NEW  ORLEANS  TO  COLO. 

In  a  report  on  I.  and  S.  No.  1229,  Class  Rates  from  New 
Orleans  to  Colorado,  opinion  No.  6566,  59  I.  C.  C.  734-7,  the  Com- 
mission has  condemned  the  proposed  revision  of  class  rates 
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which  would  result  in  more  increases  than  decreases  from  New 
Orleans  to  Colorado  points  as  having  not  been  justified.  The 
condemnation,  however,  was  without  prejudice  to  the  carriers 
filing  a  scale  of  rates  beginning  with  $3.04  first  class  and  scaled 
down  in  accordance  with  the  relationships  prescribed  by  the 
Commission  in  Public  Utilities  Commission  of  Colorado,  52  I.  C. 
C  439.  The  proposal  was  to  revise  the  existing  rates  so  as 
to  reduce  the  first  class  rate  from  $3.465  to  $3.215,  but  to  in- 
crease the  lower  classes  as  much  as  29  cents  per  100  pounds. 

The  percentage  relationship  suggested  by  the  Commission 
is  as  follows:  100,  85,  70,  60,  48,  52,  40,  35,  30  and  25. 

The  Commission  said  its  decision  was  without  significance 
in  the  Question  as  to  whether  the  scale  should  or  should  not 
apply  to  Mobile  and  Pensacola.  The  conclusion  was  also  with- 
out prejudice  to  any  different  conclusion  that  might  be  reached 
in  other  proceedings  now  before  the  Commission. 

COAL,  COULTERVILLE   TO   MISSOURI 

The  Commission  has  dismissed  No.  11124,  Perry  County  Coal 
Corporation,  et  al.  vs.  Illinois  Central,  Director-General,  et  al., 
opinion  No.  6573,  60  I.  C.  C.,  52-4,  holding  that,  while  the  rates 
on  bituminous  coal  from  Coulterville,  111.,  to  destinations  in  Mis- 
souri on  the  lines  of  the  Illinois  Southern  and  Mississippi  River 
&  Bonne  Terre  Railway  were  in  violation  of  the  long  and  short 
haul  clause  of  the  fourth  section,  there  was  no  need  of  requiring 
the  Illinois  Central  to  amend  Its  tariff  because  the  Illinois 
Southern  is  in  the  hands  of  a  receiver  and  its  operation  has 
been  ordered  to  be  discontinued  by  the  Federal  Court  of  the 
northern  district  of  Illinois. 

The  complaining  coal  companies  asked  for  the  establish- 
ment of  through  routes  and  rates  via  the  Illinois  Central  and 
the  Bonne  Terre  Railway.  The  fourth  section  violations,  ac- 
cording to  the  report  made  by  Commissioner  Wooley,  were  of 
a  paper  character  because  it  had  not  been  shown  that  there  had 
been  any  movement. 


GRAIN  FROM  T.  ST.  L.  &  W.  R.  R. 

In  I.  and  S.  No.  1233,  Grain  via  Indianapolis  from  Toledo, 
St.  Louis  &  Western  Railroad,  opinion  No.  6565,  59  I.  C.  C.  733, 
the  Commission  said: 

"By  schedules  filed  to  become  effective  November  10, 
1920,  at  the  instance  of  the  Cleveland,  Cincinnati,  Chicago 
&  St.  Louis,  hereinafter  termed  respondent,  it  is  proposed  to 
cancel  joint  rates  on  grain  and  grain  products  in  carloads, 
from  points  on  the  Toledo,  St.  Louis  &  Western  east  of  Cayuga, 
Ind.,  and  routed  over  respondent's  line.  This  would  result  in 
the  application  of  the  sums  of  the  intermediate  rates,  which 
are  higher.  Upon  protest  of  the  Indianapolis  Board  of  Trade 
and  grain  dealers  at  Indianapolis  the  schedules  were  suspended 
until  March  10,  1921.  Respondent  offered  no  evidence  in  support 
of  the  proposed  increased  rates.  It  states  that  it  does  not  object 
to  cancellation  of  these  schedules  and  that  its  only  reason  for 
proposing  to  cancel  the  existing  joint  rates  is  that  it  has  no 
agreement  as  to  divisions  thereof.  It  is  negotiating  with  the 
Toledo,  St.  Louis  &  Western  for  a  mutually  satisfactory  agree- 
ment. Failing  this,  the  matter  may  be  brought  to  our  attention 
in  an  appropriate  proceeding.  We  find  that  the  schedules  under 
suspension  have  not  been  justified.  They  should  be  canceled 
and  this  proceeding  discontinued.  It  will  be  so  ordered." 


RATE   ON    FLUORSPAR 

In  a  report  on  No.  11100,  Lukens  Steel  Co.  vs.  Pennsylvania 
Railroad  and  Director-General,  opinion  No.  6552,  59  I.  C.  C., 
107-8,  the  Commission  has  held  that  a  rate  of  15  cents  on  fluor- 
spar from  Locust  Point,  Md.,  to  Coatesville,  Pa.,  applied  between 
July  17,  1918,  and  April  28,  1919,  was  unreasonable  to  the  extent 
that  it  exceeded  a  rate  of  $1.80  per  long  ton.  The  report  also 
embraces  No.  11100,  sub.  No.  1,  Same  vs.  B.  &  O.,  et  al. 


RATE  ON  COMPRESSED  COTTON 

Reparation  has  been  ordered  in  No.  11221,  G.  S.  Tiffany  & 
Co.  vs.  St.  Louis-Southwestern  and  Director-General,  opinion  No 
5558,  59  I.  C:  C.,  719,  the  Commission  holding  that  a  rate  of 
18  cents  on  97  bales  of  cotton  from  Jonesboro,  Ark.,  to  East  St. 
Louis,  111.,  was  unreasonable  to  the  extent  that  it  exceeded  a 
rate  of  58  cents  subsequently  established.  The  cotton  in  ques- 
tion moved  in  January,  1919.  The  lower  rate  was  established 
in  September,  1919. 


RATE  ON  DENTAL  PLASTER 

A  finding  of  unreasonableness  and  an  award  of  reparation 

ave  been  made  in  No.  11241,  American  Cement  Plaster  Co   vs 

Ion  Pacific  et  al.,  opinion  No.  6557,  59  I.  C.  C  ,  717-8   the  Com- 

ssion  holding  that  first  class  on  a  less-than-carload  shipment  of 

dental  plaster,"  $2.50  per  100  pounds,  from  Blue  Rapids,  Kans 

ne,  Wash     was  unreasonable  to  the  extent  that  it  ex- 
the  commodity  rate  of  35  cents  applicable  on  other  kinds 

I  ui  H  ^T1?8  in  the  same  car'    The  articlfi  Chipped 
d  of  stuff  that  interior  decorators  use  in  filling  up- 


cracks  and  not  the  highly  scented  kind  that  moves  in  cartons 
used  by  dentists.  The  description  used  by  the  shipper,  the  Com- 
mission said,  was  not  sufficient  to  remove  the  shipment  from 
the  class-rating  but  an  examination  as  to  what  the  article  really 
was  showed  that  it  was  of  the  same  general  character  as  the 
other  kinds  of  plaster,  notwithstanding  that  it  was  called  dental 
plaster. 

RATE  ON  CHLORIDE  OF  LIME 

The  Commission  has  dismissed  No.  11293,  Kingsport  Pulp 
Corporation  vs.  Carolina,  Clinchfield  &  Ohio  et  al.,  opinion  No. 
6560  59  I.  C.  C.,  723-4,  holding  that  a  sixth  class  rate  of  39 
cents,  applicable  from  Niagara  Falls  to  Kingsport,  Tenn.,  on 
chloride  of  lime  or  bleach  in  the  latter  part  of  1917  and  the 
early  part  of  1918  was  not  unreasonable.  Since  1919  the  rate  to 
Kingsport  has  been  33  cents,  the  same  as  to  Canton,  N.  C.,  with 
which  the  complainant  compared  its  rate  of  39  cents.  The  Can- 
ton rate  at  the  time  was  24.5  cents,  but  it  has  been  increased 
to  33. 

RATE  ON  SCRAP  IRON 

Reparation  has  been  awarded,  on  account  of  an  unreasonable 
rate,  on  scrap  iron  from  Memphis,  Tenn.,  to  North  Carrollton, 
Miss  ,  in  a  report  on  No.  11316,  Choctaw  Cotton  Oil  Co.  vs.  Yazoo 
&  Mississippi  Valley  et  al.,  opinion  No.  6561,  59  I.  C.  C.  725-6.  A 
joint  commodity  rate  of  32.5,  with  a  minimum  of  40,000  pounds, 
was  collected.  The  Commission  found  factors  making  a  total  of 
29  cents  and  awarded  reparation  to  that  basis.  The  shipment 
moved  in  September,  1919,  while  the  roads  were  under  federal 
control  and  no  order  for  the  future  was  made  because  the  ad- 
justment ordered  in  the  Memphis-Southwestern  investigation 
case  disposed  of  the  question  raised  by  a  joint  rate  in  excess  of 
the  aggregate  of  the  intermediates. 

CATTLE,  NEVADA  TO  CALIFORNIA 

A  rate  on  feeder  cattle  transported  in  narrow  gauge  cars  of 
the  Southern  Pacific  from  Mina,  Nev.,  to  Laws,  Calif.,  averaging 
two  cents  per  head  per  mile,  charged  in  October,  1917,  was  held 
not  unreasonable  in  a  report  on  No.  11236,  Arcularius  Brothers 
vs.  Southern  Pacific  and  Director-General,  opinion  No.  6562,  59  I. 
C.  C.,  727-8.  The  rate  was  $36  per  car  of  standard  length  and 
95  per  cent  of  that  rate  for  the  narrow  gauge  cars  in  question. 
The  lading  averaged  nineteen  head  of  cattle.  The  distance  is  90 
miles  and  the  charge  about  $1.80  per  head,  or  two  cents  per  head 
per  mile. 


COAL,  EMPRESS  MINE  TO  OREGON 

With  Commissioner  Hall  writing  a  dissent  almost  as  long 
as  the  opinion  itself,  the  Commission  has  held,  in  No.  9177, 
Empress  Coal  Co.  vs.  Oregon-Washington  R.  R.  &  Nav.  Co.  et  al., 
opinion  No.  6567,  59  I.  C.  C.  738-50,  the  rates  on  coal  from 
Empress  mine,  Wash.,  to  Portland,  Ore.,  and  other  points  in 
Oregon  to  be  unduly  prejudicial  because  and  to  the  extent  they 
exceeded  or  may  exceed  the  rates  from  Tono  and  Mendota  to 
the  same  destinations.  The  carriers  involved  are  to  establish 
rates  from  the  Empress  mine  no  higher  than  those  from  Men- 
dota on  or  before  April  15.  The  Commission  denied  reparation. 

The  point  in  the  case  on  which  the  majority  held  one  way 
when  Mr.  Hall  thought  they  should  hold  the  other  way  was  as 
to  whether  the  Centralia  Eastern,  owned  by  a  lumber  company, 
is  a  common  carrier.  The  Empress  mine  is  connected  with 
the  Centralia  Eastern  by  means  of  a  spur  track  over  which 
the  Centralia  operates  its  trains.  The  Centralia  Eastern  was 
organized  in  1903  to  transport  saw  logs  to  the  mill  of  the  pro- 
prietary interests.  It  has  never  claimed  to  be  a  common  car- 
rier although  it  transports,  for  hire,  all  passengers  and  freight 
offered  except  logs  only.  It  refuses  to  transport  logs  except  for 
itself,  but  has  never  refused  to  transport  other  freight  or 
passengers. 

In  disposing  of  the  claim  of  the  Centralia  Eastern  that  it 
is  not  a  common  carrier,  the  Commission  said  that  its  claim 
to  be  not  a  common  carrier  does  not  affect  the  fact  that  it  has 
and  is  now  performing  common  carrier  service.  It  claims  that 
when  it  transports  logs  owned  by  the  proprietary  interests  it 
is  not  acting  as  a  common  carrier.  The  Commission  found  that 
the  Centralia  Eastern,  which  is  the  trade  name  used  by  the 
Eastern  Railway  &  Lumber  Co.,  in  operating  its  railroad,  was 
and  is  a  common  carrier,  except  as  to  logs,  and  subject  to  the 
interstate  commerce  act. 

Commissioner  Hall  in  his  dissent,  said  the  finding  of  the 
Commission  as  to  the  status  of  the  Centralia  Eastern  must  rest 
upon  the  doctrine  that  a  common  carrier  is  under  no  obliga- 
tion to  carry  ordinary  articles  of  commerce  which  it  does  not 
choose  and  hold  itself  out  to  carry.  He  said  that  that  doctrine 
might  be  convenient  for  those  who  would  otherwise  be  embar- 
rassed by  the  commodities  clause  of  the  interstate  commerce  act. 
He  suggested  that  persons  owning  coal  mines  could  incorporate 
common  carriers  of  everything  except  coal  and  claim  the  status 
of  common  carriers  in  all  other  respects  and  thereby  avoid  the 
prohibition  of  the  commodities  clause.  He  said  he  did  not  be- 
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lii've  that  to  be  the  law.  He  said  that  If  the  Centralia  Eastern 
was  ii  common  carrier  at  all,  it  was  also  a  common  carrier  of 
logs. 

"I  deem  regrettable  the  economic  waste  which  would  result 
if  every  such  industry  should  feel  constrained  by  a  decision  like 
i lint  of  the  majority  to  refuse  to  carry  the  products  of  other 
industries  along  with  its  own,  or  to  accommodate  in  a  neigh- 
borly way  settlers  on  its  line,  especially  in  sparsely  settled 
ions  where  other  conveniences  for  locomotion  are  often  lack- 
nm"  said  Commissioner  Hall.  "In  the  present  status  it  seems 
M  misapplication  of  the  law  to  stamp  upon  this  lumber  company 
i  he  unsought  status  of  a  'public  institution'  which,  as  it  urges, 
will  defeat  the  object  for  which  its  road  was  built." 

In  discussing  the  complaint  about  the  rates  on  coal,  Mr. 
Hall  inadt>  the  point  that  no  defendant  before  the  Commission 
reached  Tono  or  Mendota  and  also  the  Empress  mine  either 
over  its  own  rails  or  by  joint  rates  with  any  other  defendant  or 
l>\  any  arrangement  which  enabled  it  to  control  the  rates  from 
all  those  points.  He  said  that  under  the  tariff  rules  none  of  the 
other  defendants  could  lawfully  have  either  published  joint 
rates  with  the  Eastern  or  absorbed  its  charges,  since  the  East- 
ern published  no  tariff  and  no  through  routes  or  joint  rates  are 
required  to  be  established  by  the  Commission  in  the  order  in 
this  case.  Mr.  Hall's  dissent  was  so  broad  that  while  he  used 
nearly  five  printed  pages  in  the  expression  of  his  views  he  said 
the  expressed  reasons  for  his  dissent  were  only  "among  others." 

LIVE  STOCK,  ILLINOIS  TO  INDIANA 

In  a  report  by  Commissioner  Eastman  on  No.  9308,  Indianap- 
olis Chamber  of  Commerce  et  al.  vs.  C.  C.  C.  &  St.  L.,  Director- 
General  et  al.,  opinion  No.  6576,  60  I.  C.  C.,  67-77,  the  Commission 
has  held  that  the  rates  on  cattle  and  hogs  from  Streator,  Spring- 
field and  other  interior  Illinois  points  to  Indianapolis  had  not 
been  shown  to  be  either  unjust  or  unreasonable.  It  held,  how- 
ever, that  the  relationship  of  interstate  rates  from  the  Illinois 
points  to  Indianapolis  on  the  one  hand  and  intrastate  rates 
from  the  same  points  to  Chicago,  East  St.  Louis  and  Peoria  on 
the  other,  resulted  in  undue  prejudice  to  Indianapolis  and  undue 
preference  for  Chicago,  East  St.  Louis  and  Peoria. 

A  third  holding  is  that  the  application  of  the  rule  governing 
the  assessment  of  charges  on  intrastate  shipments  of  cattle  and 
hogs  in  mixed  carloads  to  Chicago,  East  St.  Louis  and  Peoria 
different  from  that  which  is  applied  in  connection  with  interstate 
shipments  to  Indianapolis  results  in  undue  prejudice  to  In- 
dianapolis and  undue  prefercVice  of  Chicago,  East  St.  Louis  and 
Peoria. 

The  undue  prejudice  is  to  be  removed  by  the  publication 
on  or  before  April  1,  from  the  interior  Illinois  points  to  Chicago, 
East  St.  Louis,  Peoria  and  Indianapolis,  of  a  scale  of  rates  be- 
ginning with  11  cents  for  five  miles  or  less  on  cattle,  also  hogs 
in  double-decked  cars  and  12%  cents  on  hogs  in  single-deck  cars; 
1.5  cents  for  cattle,  also  hogs  in  double  decks  and  24.5  cents 
for  hogs  in  single  decks  for  distances  of  90  miles  but  not  more 
than  100;  28.5  cents  on  cattle,  also  hogs  in  double-deck  cars  and 
S3  cents  on  hogs  in  single-deck  cars  for  distances  of  190  but  not 
more  than  200  miles,  and  ending  with  34.5  cents  on  cattle,  also 
hogs  in  double-deck  cars,  and  39.5  cents  on  hogs  in  single-deck 
cars,  for  distances  of  290  but  not  more  than  300  miles. 

In  addition  the  carriers  are  to  put  into  effect  a  mixing  rule 
from  the  interior  Illinois  points  to  Chicago,  East  St.  Louis  and 
Peoria,  the  same  as  in  effect  from  those  interior  points  to  In- 
dianapolis at  present. 


mission  held  that  the  agent*  of  the  defendant  failed   to 
corrected   Instructions  and    that   their   failure  made   the   HHHP.SM- 
ment  of  demurrage  Illegal. 


LUMBER    CASE    DISMISSED 

The   Commission   has   dismissed   No.   11118,   Lowry    Lumber 

i.  vs.  New  York,  New  Haven  &   Hartford  et  al.,   opinion  No. 

53,  59  I.  C.  C.  709-10,  holding  that  the  charges  applicable  to  a 

irload   of  lumber  from   Wiergate,   Tex.,  to   Little  Falls,   N.  Y., 

econsigned  to  New  Bedford,  Mass.,  based  upon  the  Little  Falls 

combination,  plus  demurrage  and  reconsignment  charges,  were 

not  unreasonable.    There  are  some  overcharges  which  the  carrier 

is  to  refund. 


RATE    ON    CRUDE   OIL 

Reparation  has  been  awarded  in  No.  11277,  Ozark  Refining 
Co.  et  al.  vs.  C.  R.  I.  &  P.  et  al.,  opinion  No.  6559,  59  I.  C.  C.  720-2, 
on  account  of  an  unreasonable  rate  of  53  cents  on  crude  oil  from 
Billings,  Okla.,  to  Fort  Smith,  Ark.,  via  El  Reno,  Okla.  The  Com- 
mission held  that  the  rate  via  Enid,  Okla.,  and  the  St.  Louis- 
San  Francisco  was  not  unreasonable.  -The  Commission  held 
that  the  rate  via  El  Reno  was  unreasonable  to  the  extent  that 
it  exceeded  25  cents. 


DEMURRAGE  ON    OAK  TIES 

An  award  of  repartion  has  been  made  in  No.  11204,  Charles 

.  Lane  Co.  vs.  Norfolk  Southern  et  al.,  opinion  No.  6556,  59  I.  C. 

!.  715-6,  on  account  of  illegally  assessed  demurrage  charges  on 

three  carloads  of  oak  ties  from  Nooe,  N.  C.,  to  Norfolk,  Va.    The 

billing  was    routed    "Cheapest   for    C.    &    O.    delivery   at   yard," 

meaning  cheapest  delivery  at  Portsmouth  Navy  Yard.    The  Com- 


AUTO-BODY    WOODWORK 

In  a  report  written  by  Commissioner  Daniels  on  No. 
Chevrolet  Motor  Co.  of  California  vs.  C.  R.  I.  &  P.  et  al.,  opinion 
No.  6546,  59  I.  C.  C.  685-8,  the  Commission  held  unreasonable  the 
Class  A  rates  on  auto-body  woodwork,  K.  D.  carloads,  from  St. 
Louis  and  Ionia,  Mich.,  to  Oakland,  Cal.,  to  the  extent  that  they 
exceeded  or  exceed  the  Class  B  rates.  The  Commission  said 
that  the  rate  on  auto-body  woodwork  was  shown  to  be  higher 
than  the  commodity  rate  on  unfinished  automobile  bodies  which 
do  not  load  over  a  minimum  of  20,000  pounds.  The  bodies,  the 
Commission  said,  are  of  much  higher  value  and  are  susceptible 
to  damage  in  transit. 


ILLINOIS  FREIGHT  RATES  CONDEMNED 

The  Traffic  World  Washington  Bureau 

In  a  decision  January  27  the  Commission  condemned  Illi- 
nois freight  rates  for  the  same  reasons  that  impelled  it  to 
condemn  state  passenger  fares  in  the  New  York,  Illinois,  Wis- 
consin, Iowa,  Montana,  and  Ohio  cases.  In  11703,  technically 
known  as  "In  the  matter  of  intrastate  rates  within  the  state 
of  Illinois,"  the  Commission  condemned  all  freight  rates  made 
by  the  Illinois  commission  to  the  extent  that  they  are  below  the 
level  of  rates  prescribed  in  Ex-Parte  74.  That  Includes  the  con- 
demnation of  rates  on  milk  and  cream  for  transportation  by 
freight.  This  is  the  first  freight  condemnation  in  the  long  line 
of  cases  arising  since  the  decision  in  Ex-Parte  74. 

The  condemned  rates  are  to  be  raised  on  or  before  March  7. 
Commissioner  McChord,  who  wrote  the  first  condemnation  of 
intrastate  passenger  fares,  also  wrote  the  opinion  in  this  freight 
rate  case.  He  embodied  a  detailed  history  of  Illinois  rates  and 
classifications  and  said  that  unjust  discrimination  against  In- 
diana and  other  neighboring  states  could  only  be  removed  by 
displacing  the  rates  prescribed  by  the  state  body  with  the  rates 
prescribed  in  ExParte  74.  He  cited  the  New  York  passenger 
fare  case  as  laying  down  the  law  for  disposing  of  this  Illinois 
freight  rate  case. 

These  findings  of  unjust  discrimination,  the  report  says, 
shall  not  be  construed  as  prohibiting  the  restoration  or  estab- 
lishment of  proper  differentials  as  between  coal  mines  in  Illi- 
nois and  Indiana. 

Commissioners  Hall  and  Potter  joined  Eastman  in  dissent- 
ing, but  did  not  write  their  views. 


INTRASTATE  RATE  ADVANCES 

Suit  against  the  United  States  government,  attacking  the 
power  of  the  Interstate  Commerce  Commission  to  regulate  intra- 
state rates,  was  filed  in  the  district  court  of  Illinois,  January  26, 
by  Attorney  General  Edward  J.  Brundage  of  Illinois. 

The  Illinois  commission  has  frequently  refused  the  carriers 
permission  to  increase  passenger  fares  within  the  state  to  3.6 
cents  as  allowed  in  Ex  Parte  74,  alleging  that  it  is  without  power 
to  authorize  fares  in  excess  of  the  2  cents  prescribed  by  state 
statute.  Subsequently  the  Interstate  Commerce  Commission 
(No.  11703)  held  that  intrastate  passenger  rates  in  Illinois  were 
discriminatory  against  interstate  traffic  and  ordered  them  raised 
to  3.6  cents. 

The  present  petition  alleges  that  the  Interstate  Commerce 
Commission  has  transcended  its  authority  in  No.  11703,  in  that 
a  failure  on  the  part  of  the  state  to  raise  fares  does  not  con- 
stitute unjust  discrimination.  The  petition  also  holds  that  sec- 
tion 13  and  15a  of  the  Interstate  Commerce  act  are  unconstitu- 
tional. It  says,  with  regard  to  the  fourth  paragraph  of  Section 
13:  "Said  provision  is  so  vague,  indefinite,  and  ambiguous  that, 
in  effect,  the  Congress  has  delegated  to  the  Interstate  Commerce 
Commission  the  power  to  enact  the  law  on  the  subject." 

That  the  findings  of  the  Commission  in  the  New  York  pas- 
senger fare  case  were  fully  supported  and  justified  by  the  record 
before  it  is  the  reply  of  P.  J.  Farrel,  chief  counsel,  to  the  suit 
brought  by  the  attorney-general  of  New  York  against  the  United 
States  and  the  Commission,  in  an  answer  filed  in  the  United 
States  District  Court  for  the  Northern  District  of  New  York. 
The  attorney-general  attacked  the  order  of  the  Commission,  con- 
tending that  it  is  null  and  void  and  usurpatory,  and  asked  that 
it  be  set  aside. 

Referring  to  the  2-cent  passenger  fare  between  Albany  and 
Buffalo  as  fixed  in  a  charter  contract  between  the  state  of  New- 
York  and  the  New  York  Central,  Mr.  Farrell  says: 

"The  Commission  denies  that  said  2-cent  fare  for  way  pas- 
sengers on  the  line  between  Albany  and  Buffalo  is  now  the  only 
legal  and  constitutional  fare  in  said  state  for  intrastate  traffic 
over  said  line  in  the  state  of  New  York." 

It  Is  further  averred  that  the  Commission  acted  under  Sec- 
tion 13  of  the  act  to  regulate  commerce  and  that  full  hearing 
was  accorded  to  each  of  the  plaintiffs  and  all  other  interested 
parties;  that  a  large  volume  of  testimony  and  other  evidence 
was  submitted  in  the  hearing,  and  that  argument  was  heard  and 
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briefs  considered.     After  setting  forth  the  findings  and  report 
of  the  Commission  in  the  New  York  case,  Mr.  Farrell  says: 

"The  Commission  further  alleges  that  in  making  said  report, 
findings  and  order  it  considered  and  weighed  carefully  in  the 
light  of  its  own  knowledge  and  experience  every  fact,  circum 
stance,  and  condition  called  to  its  attention  on  behalf  of  tl 
parties  to  said  proceeding,  including  matters  covered  by  allega- 
tions in  the  bill  of  complaint  in  this  suit. 

"The  Commission  further  alleges  that  said  report,  nnmngs 
and  order  were  not  made  by  it  either  arbitrarily  or  unjustly,  or 
contrary  to  the  relevant  evidence,  or  without  evidence  to  sup- 
port them;  that  in  making  them  it  did  not  exceed  the  authority 
which  had  been  duly  conferred  upon  it,  or  exercise  that  authority 
in  an  unreasonable  manner;  and  the  Commission  denies  each  of, 
and  all,  the  allegations  to  the  contrary  contained  in  said  bill  of 
complaint." 

Representative  Esch  of  Wisconsin  has  received  a  petition 
from  the  board  of  directors  of  the  Beavers  Reserve  Fund  Fra- 
ternity of  Wisconsin,  protesting  against  the  action  of  the  Com- 
mission in  ordering  increases  in  intrastate  passenger  fares  in 
Wisconsin  and  asking  for  amendment  of  the  transportation  act 
prohibiting  regulation  of  state  rates  by  the  Interstate  Com- 
merce Commission. 

On  petition  of  the  American  Railway  Express  Company,  the 
Commission  has  entered  an  order  in  No.  12093,  "California  Ex- 
press Rates,"  in  the  matter  of  intrastate  express  rates  within 
the  state  of  California,  providing  for  investigation  of  alleged  dis- 
crimination against  interstate  commerce  growing  out  of  the  ac- 
tion of  the  Railroad  Commission  of  California  denying  the  ex- 
press company  the  authority  to  increase  its  intrastate  express 
rates  26  per  cent.  The  state  commission  permitted  an  increase 
of  12.5  per  cent,  but  refused  to  permit  a  second  increase  of  13.5 
per  cent  when  the  federal  Commission  authorized  that  increase 
for  interstate  express  rates.  No  date  for  hearing  in  the  matter 
was  fixed  in  the  order. 


STATE  AND  FEDERAL  CO-OPERATION 

The  Traffic  World  Washington  Bureau 

No  formal  action  was  taken  January  22  as  the  result  of  the 
conference  between  members  of  the  Interstate  Commerce  Com- 
mission and  representatives  of  the  state  commissions  with  re- 
spect to  co-operation  between  the  federal  Commission  and  the 
state  commissions  under  section  13  of  the  act  to  regulate  com- 
merce. The  conference  was  private. 

The  Commission  representatives  requested  the  represent- 
atives of  the  state  commissions  to  prepare  suggestions  in  writing 
for  carrying  out  the  provision  of  the  law  and  these  will  be 
taken  up  later. 

The  state  commissions  were  represented  by  President  Perry 
of  the  National  Association  of  Railway  and  Utilities  Commis- 
sioners; Clyde  M.  Reed,  member  of  the  Kansas  Court  of  In- 
dustrial Relations;  R.  Hudson  Burr,  chairman  of  the  Florida 
commission;  J.  W.  Raish  of  the  South  Dakota  commission,  and 
John  E.  Benton,  general  solicitor  of  the  association. 

The  Commission  was  represented  by  Chairman  Clark  and 
Commissioners  Eastman  and  Daniels. 


ever,  small.  Their  collection  would  put  a  burden  on  the  rail- 
roads out  of  all  proportion  to  the  amount  of  money  that  could 
be  collected.  For  that  reason  the  Treasury  officials  concerned 
are  inclined  to  wish  that  everybody  would  forget  the  period  in 
1920  during  which  they  were  of  the  opinion  that  demurrage  was 
not  a  part  of  transportation  and  shippers  did  not  pay  the  tax. 

As  executive  oftlcials,  they  are  charged  to  administer  the 
law  and  not  make  policies.  Congress  declared  the  policy  when 
it  said  there' should  be  a  tax  of  three  per  cent  on  freight  transpor- 
tation. Therefore,  the  tax  was  due  when  anyone  obtained  trans- 
portation. Owing  to  the  uncertainty  of  the  officials,  however, 
there  were  periods  in  which  the  tax  was  collected  on  demurrage 
and  periods  in  which  it  was  not.  In  theory,  they  are  under  ob- 
ligation to  go  back  and  collect  the  tax  accruing  in  the  period 
when  they  thought  the  tax  was  not  applicable  to  sums  paid  for 
demurrage.  It  would  cost  too  much  to  collect  the  sums  due  the 
government  in  the  period  between  May  and  November  of  last 
year,  hence  the  wish  that  the  agitation  would  cease. 

WAR  TAX  ON  TRANSPORTATION 

The  Traffic  World  Washington  Bureau 

Samuel  W.  Allender,  traffic  manager  of  the  Monsanto  Chem- 
ical Works,  of  St.  Louis,  has  taken  up  with  Senator  Spencer,  of 
Missouri,  and  the  United  States  Chamber  of  Commerce  the  ques- 
tion of  obtaining  elimination  of  the  war  tax  of  3  per  cent  on 
freight  charges.  Mr.  Allender  said  that  he  hoped  to  get  the 
matter  before  Congress  at  the  next  session. 

The  agitation  against  the  tax,  Mr.  Allender  Kaid,  comes 
largely  from  the  fact  that  due  to  the  increased  rates  under  Ex 
Parte  74,  the  shippers,  and  particularly  those  who  have  large 
annual  freight  bills,  are  really  paying  a  tax  of  5V4  per  cent  in- 
stead of  3  per  cent.  His  opinion  is  that  in  connection  with  the 
increased  rates  the  tax  operates  to  restrict  the  flow  of  traffic. 
Mr.  Allender  further  pointed  out  that  Congress  had  con- 
templated getting  so  much  revenue  from  the  tax  of  3  per  cent 
and  that  he  could  not  believe  that  Congress  contemplated  hav- 
ing it  automatically  increased  three  years  later  because  of  the 
increase  in  freight  rates.  He  said  that  he  believed  careful  con- 
sideration would  show  that  any  tax  on  freight  charges  is  an 
injustice  in  that  it  is  a  burden  on  business  that  is  subject  to 
many  forms  of  special  taxation.  He  estimated  that  under  the 
increased  rates  there  would  be  an  annual  increase  of  $51,000,000 
in  war  tax  on  freight. 


TAX  ON  DEMURRAGE 

The  Traffic  World   Washington  Bureau 

If  the  traffic  managers  for  shippers  and  railroads  will  keep 
quiet  about  it,  the  Treasury  Department  probably  will  forget 
about  the  tax  on  demurrage  due  and  payable  under  the  terms  of 
T.  D.  3096.  If  they  insist  on  writing  about  it,  they  probably 
will  make  trouble  for  themselves. 

Officially,  the  Treasury  can  take  no  attitude  other  than  that 
the  tax  on  demurrage  between  May  and  November,  1920,  is  due 
and  payable;  that  the  railroads,  as  agents  of  the  Treasury,  are 
under  obligation  to  collect  the  tax  on  demurrage  bills  accruing 
in  that  period,  and  that  the  shippers  are  under  obligation  to 
pay.  Unofficially,  the  Treasury  is  believed  to  wish  that  every- 
body would  keep  quiet  about  the  matter— that  is  to  say,  that 
both  carrier  and  shipper  would  agree  to  let  sleeping  dogs  alone. 

That  unofficial  advice  applies  also  to  the  3,000  shippers 
who,  in  the  period  in  question,  filed  applications  for  the  return 
of  taxes  paid  on  demurrage  prior  to  May.  1920,  the  bills  for 
•efund  on  which  run  from  69  cents  to  $7.00.  Under  T.  D.  3096, 
the  sums  for  which  refunds  were  claimed  were  due  and  payable. 
Under  the  Treasury  decision  which  T.  D.  3096  displaced,  the 
sums  covered  by  the  claims  for  refund  were  not  due  and  payable 
It  wag  all  right  to  file  them,  but  the  promulgation  of  T.  D.  3096 
made  them  worthless. 

All  this  confusion  arises  from  the  fact  that  the  Treasury 
was  uncertain  as  to  whether  demurrage  was  or  was  not  a  part 

ransportation.  The  latest  decision  (T.  D.  3096)  holds  that 
demurrage  is  part  of  the  transportation  charge  and  that  a  tax 
must  be  paid  thereon. 

Were  the  sums  involved  larger  and  the  clerical  forces  of  the 

.roads  greater,  there  is  no  doubt  but  that  the  Treasury  would 

the  carriers  to  collect  the  tax  on  all  demurrage  accruing 

*  period  between  May  and  November,  1920.    They  are   how- 


INCREASES  IN  ORE  RATES 

The  Traffic  World  Washington  Bureau 

Iron  ore-carrying  railroads  serving  the  mines  in  the  upper 
lake  regions  in  the  movement  of  their  product  to  the  lake  ports 
have  begun  filing  tariffs  calling  for  increases  in  the  rates  on  ore 
and  higher  handling  charges.  Those  that  were  received  first 
bore  effective  date  of  February  25. 

This  is  an  unusual  situation  in  that  the  carriers  that  are 
proposing  increases  in  rates  and  charges  are  defendants  in  a 
complaint  filed  by  the  iron  ore  producing  companies  alleging  that 
the  existing  rates  are  too  high.  The  complaint  making  that 
charge  against  the  present  rates  and  charges  was  filed  with  the 
carriers  now  proposing  to  make  increases  about  two  weeks  ago. 

The  Duluth  &  Iron  Range  R.  R.,  controlled  by  the  United 
States  Steel  Corporation,  has  filed  a  tariff  with  effective  date 
of  February  22,  naming  a  rate  of  $1  per  ton  from  mines  in  Min- 
nesota to  Duluth,  which  is  the  existing  rate.  The  tariff,  however, 
carries  changes  in  rules  governing  reconsignment  and  the  mak- 
ing of  rates  on  combination,  the  effect  of  which  may  be  to  in- 
crease the  charges.  The  Duluth,  Missabe  &  Northern,  the  other 
steel  corporation  subsidiary,  had  not  filed  its  tariffs  at  the  time 
this  was  written. 

Among  the  tariffs  on  the  files  at  the  time  this  was  written 
were:  Duluth,  South  Shore  &  Atlantic,  increasing  the  rail  rate 
from  Gwynn,  Princeton  and  Republic  districts  of  the  Marquette 
range  to  Marquette,  Dollar  Bay  and  Newberry,  Mich.,  from  70 
to  75  cents,  and  the  dock  storage  and  handling  charge  from  5  to 
10  cents;  from  the  Ishpeming  and  Negaunee  districts  of  the 
Marquette  range  to  Marquette  from  60  to  65  cents,  and  also 
doubling  the  storage  and  handling  charge;  Soo  Line,  increasing 
the  rail  rate  from  Wisconsin  and  Michigan  mines  of  the  Gogebic 
ranges  to  Ashland,  Wis.,  from  80  to  90  cents,  and  doubling  the 
storage  and  handling  charges;  Chicago,  Milwaukee  &  St.  Paul, 
increasing  the  rate  from  the  Menominee  range  to  Escanaba 
from  80  to  90  cents  and  doubling  the  dock  storage  and  handling 
charge. 

In  behalf  of  the  Lake  Superior  Iron  Ore  Association,  it  has 
been  announced  that  as  soon  as  all  the  tariffs  are  filed  a  pro- 
test will  be  made  and  suspension  of  the  tariffs  will  be  asked 
so  that  the  complaint  of  the  mine  owners  and  the  proposal  of  the 
railroads  to  increase  the  rates  will  be  heard  at  the  same  time. 


CHANGE   IN    DOCKET 

Hearing  in  I.  and  S.  1218,  which  was  to  have  been  held 
before  Examiner  Woodrow,  in  Chicago,  January  24,  was 
cancelled. 
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Tentative  Reports  of  the  Commission 


RATES  ON  SAND  AND  GRAVEL 

\norney-Examiner  Charles  F.  Gerry,  in  a  tentative  report 
on  No.  11490,  Chicago  Sand  and  Gravel  Producers  et  al.  vs. 
A  T.  &  S.  F.  et  al.,  recommends  that  the  Commission  find  that 
rales  for  the  transportation  of  sand  and  gravel  from  the  Inner 
/one  .-Hid  Outer  Zone  in  Illinois  and  Wisconsin  to  the  Chicago 
switching  district  have  not  been  shown  to  have  been  unreason- 
able and  that  reparation  be  denied. 

It  is  further  recommended  in  the  report  that  the  Commis- 
sion find  that  the  interstate  transportation  of  sand  and  gravel 
is  and  will  be  subjected  to  undue,  unreasonable  and  unjust  dis- 
crimination to  the  advantage  or  preference  of  intrastate  com- 
merce unless  the  rates  on  the  various  commodities  are  adjusted 
as  follows: 

"The  rates  on  sand  and  gravel  from  Outer  Zone  points  on 
the  Northwestern  and  the  Milwaukee,  from  Kickapoo  and  Gin- 
Hill,  from  Rockford,  from  Fontana  and  from  Oregon  shall 
be  3.5  cents  per  100  pounds. 

"The  rates  on  sand  and  gravel  from  Inner  Zone  points  on 
the  Northwestern  and  on  the  Milwaukee,  from  Coleman,  York- 
ville.  Joliet,  Renwick.  Worth  and  Millsdale;  on  sand  and  refuse 
stone  from  Buckley  Pit.  Wilmot  Spur;  and  on  gravel  from  Plain- 
field,  shall  be  3.25  cents  per  100  pounds,  which  rate  shall  also 
apply  to  the  transportation  of  crushed  stone  from  Ives. 

"The  line-haul  carriers  shall  be  required  to  absorb  the  charge 
of  the  intermediate  carrier,  but  should  be  permitted  to  plus 
their  charges  by  those  of  the  delivering  carrier;  and  that 

"The  rates  for  the  transportation  of  crushed  stone,  sand  and 
crushed  slag  from  Harvey,  McCook,  La  Grange,  Bellewood,  .Gary, 
Thornton  and  South  Chicago  for  single-line  hauls  to  points 
•within  the  district  shall  not  be  less  than  2.5  cents,  and  for  con- 
necting-line hauls,  3  cents." 


SOYA  BEAN  AND  WHALE  OIL 

A  rate  of  $1.125  on  imported  soya  bean  oil  and  whale  oil, 
shipped  in  1918  from  Seattle,  Interbay  and  Everett,  Wash.,  to 
Philadelphia,  Pa.,  was  not  unreasonable,  but  a  rate  of  $2.375  on 
inedible  vegetable  tallow,  imported,  shipped  from  Tacoma,  Wash., 
to  Philadelphia,  Pa.,  in  1918,  was  unreasonable  to  the  extent  that 
it  exceeded  $1.315  per  100  Ibs.  and  reparation  should  be  made 
down  to  the  basis  of  the  latter  rate,  Examiner  Henry  B.  Armes 
finds  in  a  tentative  report  on  No.  11614,  Fels  &  Co.,  vs.  Baltimore 
fc  Ohio  et  al.  The  examiner  points  out  that  in  Frost  &  Co.  vs. 
Director  General.  57  I.  C.  C.,  755,  the  Commission  found  that  an 
import  rate  of  $1.125  on  solidified  soya  bean  oil  moving  from 
Seattle  to  Babbitt,  N.  J.,  during  the  period  covered  by  the  ship- 
ments involved  in  the  present  case  was  not  unreasonable.  As  to 
the  other  rate  the  examiner  said  there  was  a  domestic  rate  of 
$1.315  applicable  on  inedible  animal  tallow  and  grease,  n.  o.  s.. 
in  effect  when  the  shipments  of  inedible  vegetable  tallow  moved. 


ALLOWANCE  FOR  SPOTTING 

Refusal  of  the  defendants  to  make  an  allowance  to  the  com- 
plainant for  the  service  of  spotting  cars  at  points  of  unloading 
and  loading  within  complainant's  plant  has  not  been  and  is  not 
unreasonable,  unjustly  discriminatory  or  unduly  prejudicial,  As- 
sistant Chief  Examiner  Ulysses  Butler  proposes  that  the  Com- 
mission hold  in  disposing  of  No.  11771,  Merchant  Shipbuilding 
Corporation,  agent,  United  States  Shipping  Board  Emergency 
Fleet  Corporation  vs.  Pennsylvania  et  al.  He  recommends  dis- 
missal of  the  complaint. 

The  Emergency  Fleet  Corporation  contracted  with  the  Mer- 
chant Shipbuilding  Corporation  as  its  agent  in  September,  1917, 
for  the  construction  of  a  shipyard  at  Harriman,  near  Bristol.  Pa.. 
and  the  building  at  that  yard  of  certain  ships.  The  complainant 
alleged  that  since  October.  1917,  it  had  performed  the  inter- 
change switching  and  spotting  service  in  connection  with  inter- 
state traffic  to  and  from  its  plant  at  Harriman;  that  the  defend- 
ants made  no  allowance  to  complainant  therefor;  that  Harriman 
is  within  the  Philadelphia  district,  and  that  for  industries  simi- 
larly situated  in  that  district  defendants  either  perform  the 
switching  and  spotting  service  or  make  allowance  therefor  to 
the  industries. 

Butler  said  the  complainant  assumed  the  performance  of  the 
switching  and  spotting  service  in  order  to  speed  up  production 
and  to  meet  its  own  convenience.  At  the  hearing  the  Pennsyl- 
vania offered  to  perform  the  service  of  placing  cars  at  unloading 
points  within  the  plant  and  of  removing  therefrom  the  loaded  or 
empty  cars  provided  that  could  be-  done  under  its  exclusive  direc- 
tion and  control  without  interference  on  the  part  of  the  com- 
plainant, and,  in  case  of  interference,  that  the  placement  be  con- 
sidered as  having  been  accomplished  at  point  of  interference. 


The  complainant  was  unwilling  to  accept  that  offer  but  proposed 
Instead  that  the  proffored  service  consist  of  dally  scheduled 
movements  or  that  movements  be  preceded  by  reasonable  notice 
as  to  when  they  would  be  made. 

"No  legal  obligation,  however,  rests  upon  the  carrier  to  per- 
form switching  and  spotting  service  solely  at  a  shipper's  con- 
venience, which,  in  substance,  is  what  complainant  desires,"  said 
Mr.  Butler.  "Further,  it  is  well  settled  that  a  shipper  is  not 
entitled  to  an  allowance  from  the  carrier  for  a  service  which 
the  carrier  is  ready  and  willing  to  perform  and  which  the  ship- 
per performs  because  it  Is  not  convenient  for  it  to  permit  the  car- 
rier to  perform.  See  Car  Spotting  Charges,  34  I.  C.  C.,  609,  617." 


RATE  ON  IRON  AND  STEEL  PIECES 

A  sixth-class  rate  of  13  cents  per  100  pounds,  equivalent  to 
$2.60  per  ton,  minimum  20  tons,  on  pieces  of  Iron  and  steel  from 
Ann  Arbor  to  Kalamazoo,  Mich.,  was  not  unreasonable  and  the 
complainant  should  be  dismissed,  Examiner  Bronson  Jewell  finds 
in  a  tentative  report  on  No.  11546,  D'Arcy  Spring  Company  vs. 
Director  General,  as  agent,  and  Michigan  Central.  The  shipments 
involved  were  billed  as  scrap  iron  having  value  for  remelting  pur- 
poses only  and  moved  over  the  Michigan  Central  a  distance  of 
106  miles.  The  complainant,  in  support  of  the  allegation  of  un- 
reasonableness, compared  the  rate  of  $1.90  from  Grand  Rapids 
to  Benton  Harbor,  Mich.,  265  miles,  with  the  assailed  rate  of 
$2.60.  The  examiner  said  the  rate  of  $1.90  carried  a  minimum  of 
30  gross  tons  and  was  not  applicable  on  scrap  iron  or  steel  hav- 
ing value  for  remelting  purposes  only.  The  defendants  contended 
the  assailed  rate  was  reasonable  in  view  of  the  small  volume  of 
traffic  over  the  route  of  movement.  It  was  conceded,  the  ex- 
aminer said,  that  no  uniformity  exists  at  the  present  in  the  appli- 
cation of  scrap-iron  rates  in  C.  F.  A.  territory,  but  it  was  stated 
that  an  attempt  is  being  made  to  raise  the  rates  generally  to  the 
sixth-class  basis.  It  developed  at  the  hearing  that  the  complainant 
had  used  in  his  manufacturing  business  a  part  of  the  metal 
where  the  pieces  were  large  enough  to  permit  punching.  The  de- 
fendants stated  that  the  complainant's  testimony  indicated  that 
some  of  the  shipments  had  been  unintentionally  misbilled  by  the 
complainant  and  that  a  higher  basis  of  rates  should  have  applied 
where  all  of  the  metal  was  not  used  for  remelting  purposes  only. 


RATES  ON  COTTON 

Rates  charged  on  cotton  from  Fayette,  Pattison,  Hermanville. 
St.  Elmo,  Insmore,  and  Utica,  Miss.,  concentrated  at  Natchez. 
Miss.,  and  reshipped  to  New  Orleans,  La.,  during  federal  control, 
were  not  shown  to  have  been  unreasonable,  unjustly  discrimina- 
tory or  unduly  prejudicial  and  the  complaint  should  be  dis- 
missed, Examiner  F.  E.  Early  proposes  in  a  tentative  report  on 
No.  11410,  Rumble  &  Wensel  Company  vs.  Director  General,  as 
agent. 

The  points  of  origin  named  are  located  on  the  Yazoo  &  Mis- 
sissippi Valley  northeast  of  Natchez.  Prior  to  June  25,  1918,  the 
through  rates  on  cotton,  any  quantity,  from  these  points  to  New 
Orleans  were  the  same  as  the  sums  of  the  local  rates  to  and  be- 
yond Natchez.  Under  G.  O.  No.  28,  the  through  rates  to  New  Or- 
leans and  the  local  rates  to  and  beyond  Natchez  were  each  in- 
creased 15  cents  per  100  pounds,  the  Natchez  combination  rates 
thus  becoming  15  cents  higher  than  the  rates  applicable  to  New 
Orleans  direct. 

The  Yazoo  &  Mississippi  Valley,  effective  November  8.  1918. 
established  the  practice  of  concentrating  and  compressing  at 
Natchez  cotton  from  the  points  involved  and  reshipping  it  to 
New  Orleans  at  the  through  rates.  The  tariff  in  which  this  ar- 
rangement was  authorized  provides  that  to  obtain  the  benefit 
of  the  through  rates  shippers  must  surrender,  at  the  time  the 
compressed  cotton  is  tendered  for  movement  beyond  Natchez, 
original  paid  freight  bills  covering  the  movement  inbound  of  a 
like  quantity  of  uncompressed  cotton  from  the  stations  named 
therein.  . 

The  complainant  did  not  comply  with  this  requirement  and 
charges  were  collected  on  its  shipments  at  the  local  rates  applic- 
able to  and  from  Natchez,  and  later  tried  to  get  the  benefit  of  the 
transit  provision,  contending  it  had  had  no  knowledge  of  the 
transit  arrangement. 

The  complainant's  claim  was  denied  by  the  carrier  for  the 
reason  that  the  conditions  of  the  transit  tariff  had  not  been 
strictly  observed. 

"A  transit  provision  is  an  entirety,  and  must  be  accepted  in 
its  entirety  or  not  at  all,"  the  examiner  says.  "Carson  Lumber 
Co..  vs.  St.  Louis  &  S.  F.  R.  R.  Co..  209  Fed..  191.  "Complainant's 
admitted  failure  to  observe  strictly  the  substantial  conditions  of 
the  governing  tariff  prevented  its  shipments  from  coming  within 
the  scope  of  the  transit  arrangement.  Nor  does  its  ignorance  of 
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the  tariff  provisions  affect  the  situation.  Every  shipper  is  charged 
with  notice  of  the  terms  of  interstate  tariffs  governing  his  ship- 
ments. Western  Transit  Co.  vs.  Leslie  &  Co.,  242  U.  S.,  448. 

No  evidence  to  show  that  the  local  rates  assessed  were  un- 
reasonable was  presented  by  the  complainant,  the  examiner  says. 
It  was  contended  that  full  benefits  of  the  transit  arrangement 
were  accorded  shipments  made  by  complainant's  principal  com- 
petitor at  Natchez  but  complainant  admitted  that  its  Natchez 
competitor  had  complied  literally  with  the  terms  and  conditions 
of  the  transit  tariff. 

APPLICATION  FOR  BRANCH  DENIED 

Attorney-examiner  Ray  W.  Clarke,  in  a  proposed  report  on 
Finance  Docket  No.  36,  has  recommended  that  the  Commission 
deny  the  application  of  the  Utah  Terminal  Railway  Company 
for  a  certificate  of  public  convenience  to  construct  a  branc 
railroad  3.84  miles  long,  from  a  connection  with  the  Utah  Rail- 
way in  Spring  Canyon,  Carbon  County,  Utah. 

This  recommendation,  if  adopted,  will  bring  forward  a  con- 
flict between  state  and  federal  authorities.  The  Utah  commis- 
sion, July  8,  authorized  the  construction  of  the  branch,  but  lim- 
ited the  scope  of  the  road's  operation  to  the  conduct  of  intra- 
state  business.  About  $80,000  has  been  spent  on  the  road  since 
July  9,  the  company  proceeding  with  construction  on  the  certi- 
ficate granted  by  the  state  authorities. 

Broadly  stated,  the  contention  of  the  three  mining  com- 
panies that  are  constructing  the  branch  line  is  that  the  Denver 
&  Rio  Grande,  which  has  a  branch  in  the  canyon,  gives  an  in- 
adequate service,  with  a  limited  supply  of  coal  cars;  that  if 
they  are  permitted  to  construct  the  branch  to  a  connection  with 
the  Utah  Railway,  they  will  obtain  a  connection  with  the  Salt, 
Lake  Route,  one  of  the  so-called  Harriman  lines,  and  thereby 
obtain  the  benefit  of  competitive  services  and  a  supply  of  cars 
that  can  be  routed  without  restriction. 

The  Denver  &  Rio  Grande  and  the  Western  Pacific  are  in 
a  combination  which,  according  to  the  report,  will  result  soon 
in  the  operation  of  the  D.  &  R.  G.  by  the  Western  Pacific.  Har- 
riman line  cars  cannot  be  routed  over  the  Western  Pacific.  The 
output  of  the  mines,  the  promoters  contended,  was  therefore  lim- 
ited to  that  extent. 

Opposition  to  the  grant  of  a  certificate  was  made  by  the 
D.  &  R.  G.  on  the  ground  that  it  can  furnish  and  is  furnishing 
adequate  service;  that  when  it  did  not  furnish  as  many  cars 
as  the  mines  ordered,  the  fault  was  not  its  own,  but  that  of 
connections  which  failed  to  return  its  equipment  as  required  by 
the  car  service  rules. 

The  testimony  in  the  case  was  taken  for  the  federal  body 
by  the  Utah  commission.  The  record  made  in  the  case  before 
that  body  was  not  made  a  part  of  the  record  in  the  federal  case. 
Attorney-examiner  Clarke's  recommendation,  therefore,  is  based 
on  the  record  as  made  before  the  Utah  commission  in  this 
proceeding,  for  the  federal  body. 

The  branch  which  the  Denver  road  insisted  was  furnishing 
or  could  furnish  adequate  service  was  built  in  1912  and  crosses 
the  Utah  Railway,  with  which  the  proposed  branch  would  con- 
nect and  affiliate,  1.5  miles  east  of  Helper,  at  which  point  are 
the  scales  on  which  the  coal  from  the  canyon  mines  is  weighed. 
It  is  laid  with  70  pound  rails.  The  report  of  the  examiner  says 
its  condition,  as  to  maintenance,  is  good.  It  has  grades  ranging 
up  to  4.5  per  cent  and  sharp  curvature  so  that  not  more  than 
thirty  or  thirty-five  empties  can  be  taken  up  and  not  more  than 
thirty-five  loads  can  be  brought  down  in  one  train. 

At  the  hearing  there  was  some  question  as  to  whether  the 
existeing  branch  could  be  operated  at  night,  the  applicant  com- 
pany contending  that  it  could  not  because  there  are  no  passing 
tracks  and  no  way  to  control  the  operation  of  the  trains.  The 
examiner  reported  that  the  branch  could  be  operated  twenty- 
four  hours  a  day  and  that  the  tracks  at  the  mines  should  be 
lengthened. 

On  behalf  of  the  applicant  it  was  urged  that  it  will  be 
greatly  to  the  advantage  of  the  three  mining  companies  that 
are  furnishing  the  money  to  have  an  additional  route  to  Salt 
Lake  City  and  to  the  west  competing  all  the  way  with  the  Den- 
ver &  Rio  Grande.  It  proposes  to  establish  stations  on  the 
branch  and  conduct  a  passenger  service.  It  was  contended  in 
behalf  of  the  applicant  that  the  Utah  Railway  had  furnished  100 
per  cent  of  car  supply,  while  the  Denver  &  Rio  Grande  had  fur- 
nished about  82  per  cent.  In  rebuttal,  the  Denver  submitted 
figures  to  show  that  the  mines  served  by  the  Utah  Railway  had 
received  only  79.43  per  cent  during  the  time  they  were  supposed 
to  have  been  given  100  per  cent. 

Mr.  Clarke  said  the  record  was  quite  persuasive  that  the 
past  difficulties  of  the  Denver  were  attributable  to  the  general 
shortage  of  equipment  and  that  conditions  within  six  months 
have  become  so  stabilized  that  no  great  trouble  is  to  be  an- 
ticipated in  the  future. 

"Some  advantage  would  doubtless  accrue  to  the  three  coal 

ipanies  interested  if  the  services  of  a  competing  line  were 

ivailable,  but  so  far  as  the  general  public  interest  is  concerned 

h  advantage  is  apparent,"  he  said.    "Since  the  three  com- 

n  questiop  will  own  the  new  line,  if  it  is  built,  the  tend- 


ency will  naturally  be  for  them  to  route  all  shipments 
over  it,  so  far  as  possible,  in  preference  to  using  the  Denver. 
The  effect  of  such  a  reduction  of  revenues  on  the  Denver  sys- 
tem is  not  apparent  from  the  record  but  that  is  not  the  con- 
trolling element  here.  Fundamentally  it  may  be  said  that  a 
sound  policy  will  not  admit  of  the  introduction  of  a  competitive 
factor  where  existing  facilities  are  adequate  or  can  be  made 
so  by  the  exercise  of  other  available  administrative  remedies. 
"On  the  facts  presented,  the  conclusion  is  that  public  con- 
venience and  necessity  are  not  shown  to  require  the  construc- 
tion of  the  proposed  line  of  railroad.  The  application  should  be 
denied." 

RATE  ON  WOOD  PULP  BOARD 

Examiner  E.  L.  Gaddess,  in  a  report  on  No.  11,646,  United 
Paperboard  Company,  Inc.,  vs.  Maine  Central  et  al,  has  recom- 
mended dismissal  on  the  ground  that  the  rate  on  wood  pulp 
board,  from  Fairfield,  Me.,  to  Bushwick  Station,  Brooklyn,  had 
not  been  shown  to  be  unreasonable  or  unduly  prejudicial.  The 
rate  under  attack  was  33  cents  per  100  pounds,  applied  on  a  ship- 
ment in  October,  1918.  Gaddess  found  that  the  legally  applicable 
rate  was  33.5  cents,  made  by  combination  on  Fresh  Pond,  N.  Y. 
The  shipper  paid  only  33  cents  so  there  was  an  outstanding  under- 
charge of  $2.72. 

Comparisons  were  made  with  lower  commodity  rates  to 
more  distant  points  in  New  Jersey.  The  fifth  class  minimum 
of  nine  cents  imposed  on  the  shipment  from  Fresh  Pond  to 
Brooklyn  was  also  attacked,  but  Gaddess  said  it  compared  favor- 
ably with  the  sixth  class  minimum  rate  prescribed  by  the  Com- 
mission for  application  in  New  England,  hence  his  recommenda- 
tion of  dismissal. 


RATES  ON  CEMENT 

In  a  tentative  report  on  No.  11,505,  Arizona  Corporation  Com- 
mission et  al.  vs.  Arizona  Eastern  et  al.,  Examiner  Henry  C. 
Keene  has  recommended  a  finding  that  rates  on  cement  from 
Colton,  Crestmore,  Oro  Grande,  Victorville,  and  other  points  in 
California  taking  the  same  rates,  and  El  Paso,  Tex.,  to  all  points 
in  Arizona  were  and  are  not  unreasonable,  but  that  they  were 
and  are  unduly  prejudicial  in  comparison  with  similar  rates  from 
the  same  points  of  origin  to  Tucson  and  unduly  preferential  to 
Phoenix. 

Another  recommendation  is  that  the  rates  from  the  Califor- 
nia producing  points  and  El  Paso  to  Ajo,  Ariz.,  are  unduly  preju- 
dicial in  comparison  with  the  rates  on  cement  from  El  Paso  to 
Ajo.  The  examiner  thinks  reparation  should  be  denied  because, 
under  neither  finding  of  undue  prejudice,  he  said,  had  any  dam- 
age been  shown. 

His  recommendation  is  that  Tucson  and  Phoenix  be  put  on 
the  same  level.  His  recommendation  is  that  the  rate  from  the 
Colton  group  to  Ajo  be  held  unduly  prejudicial  to  shippers  of 
cement  located  in  that  group  to  the  undue  preference  and  ad- 
vantage of  shippers  at  El  Paso,  to  the  extent  that  it  is  less  than 
five  cents  lower  than  the  rate  contemporaneously  in  El  Paso  to 
Ajo. 


COAL,  PIPER  TO  GRASSELLI,  ALA. 

Dismissal  of  the  complaint  in  No.  11637,  Little  Cahaba  Coal 
Company  vs.  Director-General  as  agent,  is  recommended  by  Ex- 
aminer J.  Edgar  Smith  on  a  proposed  finding  that  a  rate  of  90 
cents  on  coal  from  Piper,  Ala.,  to  Grasselli,  Ala.,  was  not  shown 
to  have  been  unreasonable  but  in  violation  of  the  long-and-short- 
haul  provision  of  the  fourth  section.  The  complainant  was  not 
shown  to  have  been  damaged,  the  examiner  says.  The  shipments 
moved  over  the  Southern  and  Alabama  Great  Southern.  There 
was  a  rate  of  70  cents  in  effect  between  the  same  points  via  the 
L.  &  N.  at  the  time  the  shipments  moved  and  later  the  90-cent 
rate  was  reduced  to  70  cents.  The  examiner  said  the  Commis- 
sion has  repeatedly  held  that  the  existence  of  a  lower  rate 
between  the  same  points  via  another  route  and  the  subsequent 
reduction  of  a  rate  does  not  furnish  evidence  sufficient  to  warrant 
a  finding  of  unreasonableness. 


RATE  ON  WOOD  PULP 

A  rate  of  22%  cents  per  100  pounds  on  wood  pulp  from  Lock- 
port,  N.  Y.,  to  Thompson,  N.  Y.,  in  November  and  December, 
1918,  was  not  unreasonable  or  unduly  prejudicial,  Examiner  E.  L. 
Gaddess  finds  in  a  tentative  report  on  No.  11728,  United  Paper- 
board  Co.,  Inc.,  vs.  New  York  Central,  et  al.,  and  dismissal  of 
the  complaint  is  recommended.  Other  than  showing  that  a  lower 
rate  contemporaneously  applied  to  certain  more  distant  points  in 
Massachusetts,  to  which  Thompson  is  not  intermediate,  the  ex- 
aminer says,  and  that  the  rate  to  Thompson  was  subsequently 
reduced  to  that  basis,  the  complainant  offered  no  evidence  to 
show  that  the  rate  charged  was  either  unreasonable  or  unduly 
prejudicial. 


The  information  carried  in  THE  DAILY  TRAFFIC 
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RATE  AGREEMENT  REACHED 

Thl  Traffic  World   Washington  Burtau 

A  promise  was  made  January  27  by  Central  Freight  Asso- 
i mi  ion  and  Southern  carriers  to  prepare  for  filing  joint  through 
class  and  commodity  rates  between  Central  Freight  Association 
territory  and  Southeastern  and  Carolina  territories  on  all  arti- 
on  which  there  are  not  now  joint  rates,  substantially  less 
1 1  KIM  the  combinations  on  the  Ohio  River. 

While,  in  terms,   the  agreement  does  not  cover  Mississippi 
Valley  territory,  that  fact  is  not  important  because  there  is  now  • 
;i  large  body  of  joint  rates  between  points  in  Central  Freight  As- 
ation    territory   and   the   lower   Mississippi   Valley.     In   fact, 
iy  of  the  rates  to  the  Southeast  are  made  by  combination  on 
iphis,  in  which  the  joint  rate  between  the  western  part  of 
C.  I'  A.  territory  and  Memphis  is  one  factor. 

Tliis  promise  was  made  at  a  joint  meeting  of  railroad  and  in- 
dustrial traffic  managers  held  in  Washington.  It  Is  one  of 
the  fruits  of  the  understanding  reached  in  the  conference  between 
i he  National  Industrial  Traffic  League  and  the  railroad  traffic 
.•\ei-iitives  at  New  York  in  December.  The  understanding  was 
that  no  important  move  should  be  made  by  either  side  looking 
to  a  change  in  rate  adjustment  without  first  consulting  the 
other  side. 

Unless    the     unforeseen     happens,     the    understanding    now 
•lied  means  that  a  long  threatened  formal  proceeding  before 
Commission,  brought  by  southern  cities  for  an  order  requiring 
The  establishment  of  such  joint  rates,  will  not  be  required. 

The  series  of  conferences  which  resulted  in  the  general 
( ing  of  traffic  managers  interested  in  the  question  was  in- 
itiated  by  the  Southern  Traffic  League,  the  officers  of  which  told 
i  lie  railroad  traffic  men  that  unless  something  definite  was  done 
toward  the  establishment  of  joint  rates,  they  would  have  to 
proceed  in  a  formal  way  for  an  order  requiring  them  to  check 
in  such  rates.  Informal  conferences  were  held  at  New  York  and 
other  points  with  the  result  of  an  agreement  to  meet  in  Washing- 
ton on  January  27,  for  final  action  on  the  request  of  the  southern 
traffic  managers. 

The  traffic  men  chose  H.  C.  Barlow,  head  of  the  delegation  of 
industrial  traffic  men  from  C.  F.  A.  territory,  to  preside  over  the 
joint  meeting  of  the  industrial  and  railroad  traffic  men,  at 
which  the  former  made  a  formal  statement  as  to  their  desire  for 
joint  rates  voluntarily  established  rather  than  a  formal  proceed- 
ing before  the  Interstate  Commerce  Commission  looking  to  an 
oriler  requiring  the  establishment  of  such  rates.  The  railroad 
men  asked  for  an  opportunity  to  hold  a  final  consultation  on  the 
matter  before  giving  their  answer.  The  representatives  of  the 
shippers  repaired  to  another  part  of  the  hotel,  where  they  can- 
vassed their  plans  to  bring  a  formal  case  in  the  event  the  nego- 
tiations with  the  railroad  men  should  not  be  successful. 

In  a  joint  session  held  half  an  hour  after  the  original  joint 
meeting,  William  Hodgdon,  traffic  manager  of  the  Pennsylvania 
hicago,  speaking  for  all  the  railroads,  said  it  had  been  agreed 
joint  class  rates  should  be  checked  in.  That  is  as  far  as 
Mr.  Hodgdon  went,  'but  in  the  subsequent  discussion  it  was  ad- 
mitted by  both  classes  of  traffic  men  that  if  joint  class  rates  were 
•  •Mablished,  joint  commodity  rates  would  follow  as  a  matter  of 
course.  It  was  further  agreed  that  the  establishment  of  the  joint 
rates  in  question  could  have  no  effect  on  the  existing  adjust- 
ment, which  provides  joint  rates  on  lumber,  cotton  piece  goods 
and  other  characteristic  southern  tonnage. 

H.  C.  Barlow  and  Lincoln  Green  were  directed  to  call  a 
meeting  early  in  May,  at  which  the  proposals  of  the  carriers  will 
be  submitted  for  consideration  of  the  shippers.  Some  of  the 
shippers  thought  the  carriers  ought  to  be  able  to  present  a  plan 
within  30  days,  but  D.  M.  Goodwyn  of  the  Louisville  &  Nashville, 
who  probably  has  had  more  experience  with  rates  to  and  from 
and  across  the  Ohio  River  than  any  other  man  in  the  room,  said 
that  while  the  southern  carriers  had  already  taken  some  steps 
looking  to  the  preparation  of  such  tariffs  it  would  be  useless  to 
call  a  meeting  in  less  than  90  days  with  any  thought  that  any- 
thing like  a  complete  scheme  would  be  ready  for  presentation. 


TRAFFIC  LEAGUE  ACTION 

At   the   meeting   of  the   National   Industrial   Traffic   League 

•  •\ecutive  committee   in   Chicago,  January  25,  President  W.   H. 

•  'handler  announced  the  personnel  of  the  territorial  committees 
of  the  League  that  will  meet  with  corresponding  committees  rep- 
resenting   the    railroad    traffic    executives    in    carrying   out   the 
scheme   of  co-operation   that   has  been   agreed   on   between   the 
League  and  the  carriers.    The  committees  are  as  follows: 

'•rn — \V.  H.  Chandler,  of  Boston,  chairman,  and  general 
chairman  of  all  three  committees;  Mr.  Chapin.  of  Syracuse:  Mr. 
liihlor.  of  Pittsburgh;  Mr.  Ripley,  of  New  York:  Mr.  Blair,  of  Chicago. 

Western  H.  C.  Bui-low,  of  Chicago,  chairman:  Mr.  Mowen.  of 
ft.  Smith;  Mr.  Dickinson,  of  Denver;  Mr.  Haynes,  of  Sioux  City: 
Mr.  Mueller,  of  St.  Paul. 

Southern — Mr.  Creighton.  of  Charlotte,  chairman:  Mr.  Hoskins. 
of  Tampa;  Mr.  Henderson,  of  Nashville;  Mr.  Giessow.  of  New  Or- 
!•  ann:  Mr.  Bostey,  of  Richmond. 

The  corresponding  committees  of  the  carriers  are  as  fol- 
lows: 


Ka»tern— <i.  H.  Infill*,  of  tin-  N.  «  York  Central,  chairman;  I:. 
(•I.MII/IH-H.  of  tli.-  X.  V  N  II  nii'l  H.:  i  !.-orK«  U.  Dlxon.  of  th.- 
ivnniiylviiiiiii;  W.  C.  Maxw.-M.  ,,l  Hi.-  SV.iMHi.ri;  T.  C.  I'owell.  of 

Western — L.  J.  Sprm-.-.  of  tin-  Smith. IN  l';n-inr,  rhiilrmiin:  I:.  M 
Oilklim.  of  th.'  C.  M.  .-in. i  si  P.;  i:  rh.mil..  i«.  .  r  th.  v  T  .,t,.i  s.  K.: 
C.  Hfllle,  of  tin-  M  K.  iiinl  T. :  C.  K.  Sp*nn.  of  tho  C.  H.  »nil  Q. 

Southern— C.  T.  Alrey.  of  the  Central  of  Georgia,  chalrninn: 
F.  B.  Bonus,  of  tin-  Illinois  (Vnlnil;  A  H.  Smith,  of  the  I*  and  N.: 

.  of  th.-  s.  A.  [..:  i..  i:i.-n.  "f  tin-  Southern. 

Although  the  League,  as  has  already  been  said,  had  released 
Consolidated  Classification  No.  2,  in  so  far  as  the  printing  of  that 
publication  had  been  held  up  pending  checking  by  the  League — 
the  release  having  been  Issued  in  the  desire  not  to  delay  the 
publication  of  the  Classification,  for  which  shippers  as  well  as 
carriers  were  clamoring — a  letter  has  been  written  to  T.  C. 
Powell,  chairman  of  the  executive  committee  of  the  Consolidated 
Classification  Committee,  by  J.  H.  Beek,  executive  secretary  of 
the  League,  stating  that  it  appears  that  the  Classification  Com- 
mittee has  not,  in  all  respects,  carried  out  the  understanding 
reached  with  the  traffic  executives  that  there  would  be  no 
changes  in  classification  for  the  mere  purpose  of  obtaining  in- 
creased revenue.  The  matter  will  be  threshed  out  at  a  Joint 
meeting  of  the  committees  of  the  carriers  and  the  shippers  and. 
if  it  is  so  agreed,  changes  suggested  by  the  League  can  be  taken 
care  of  by  means  of  supplements.  If  the  carriers  do  not  agree 
to  make  such  changes,  the  shippers  Ccin,  of  course,  proceed 
through  the  Commission. 

The  executive  committee  of  the  League  adopted  a  resolution 
favoring  the  principles  of  the  bills  now  before  Congress  provid- 
ing for  partial  payments  to  carriers  of  sums  found  by  the  Com- 
mission to  be  due  them  under  the  government  guaranty. 

The  executive  committee  also  adopted  a  resolution  favoring 
the  Commission's  bill  for  an  amendment  to  the  valuation  sec- 
tion of  the  law.  (See  Traffic  World,  January  22,  page  168.) 

It  was  decided  to  hold  the  next  meeting  of  the  League  in 
May  at  Cleveland  and  the  date  was  tentatively  fixed  as  May  17, 
18  and  19,  subject  to  the  wishes  of  the  Cleveland  committee  hi 
charge. 


MISUSE  OF  ORDER  BILL  OF  LADING 

"At  a  conference  between  a  special  committee  of  the  League 
and  a  committee  of  railroad  executives  held  In  New  York 
December  14,"  says  a  circular  of  the  National  Industrial  Traffic 
League,  "attention  was  called  to  the  fact  that  the  National 
Association  of  Credit  Men  had  taken  action  with  respect  to  the 
misuse  of  the  order  bill  of  lading  and  were  conducting  a  cam- 
paign to  limit  its  use.  The  League  was  asked  to  take  similar 
action. 

"The  use  of  the  order  bill  of  lading  covering  carloads  should 
be  confined  to  those  shipments  where  the  consignee  is  required 
to  pay  for  the  goods  before  obtaining  them  from  the  carriers, 
or  expressed  in  a  different  way,  where  goods  are  sold  sight  or 
arrival  draft  with  bill  of  lading  attached.  Some  shippers  use 
the  order  bill  of  lading  for  the  purpose  of  retaining  control  of 
the  goods  until  they  are  ready  for  delivery  to  the  consignee  or 
to  the  notify  party.  Again,  shippers  will  consign  goods  to  their 
own  order  at  destination  and  endorse  the  bill  of  lading  to  a 
consignee  who  fails  to  notify  the  carrier  that  upon  the  arrival 
the  car  should  be  delivered  to  him;  such  cars  are  unnecessarily 
delayed  at  destination. 

"If  a  shipper  desires  to  retain  title  to  the  goods  it  is  not 
necessary  for  him  to  consign  them  to  his  order,  but  merely  to 
consign  them  to  himself  in  care  of  the  consignee  to  whom  he 
wishes  them  delivered.  If,  for  any  reason,  he  does  not  wish  to 
show  the  consignee  in  the  bill  of  lading,  he  should  merely  con- 
sign the  goods  to  himself  and  promptly  notify  the  consignee 
how  the  car  is  consigned  and  send  him  the  bill  of  lading. 

"The  practice  of  consigning  goods  to  order,  even  where 
there  is  no  banking  transaction,  is  an  old  one  and  a  great  many- 
shippers  are  following  a  custom  which  has  prevailed  for  years 
without  knowing  why  or  having  any  good  reason  for  doing  BO. 
In  many  cases,  the  shipping  clerk  is  merely  following  precedent 
without  knowing  why.  This  practice  should  be  discontinued 
and  shipments  should  be  consigned  to  the  order  of  the  shipper 
only  in  cases  where  it  is  the  intention  to  use  the  bill  of  lading 
as  collateral  or  for  collection  purposes. 

"The  carriers  should  be  assisted  by  the  shippers  in  getting 
rid  of  improper  practices,  particularly  where  such  practices  will 
not  only  result  in  less  car  delay,  but  in  better  service  to  the 
shippers,  and  League  members  are  urged  to  look  into  this  matter 
and  endeavor  not  only  to  regulate  their  own  shipping  in  the 
respect  suggested,  but  to  use  their  influence  whenever  they  can 
to  induce  non-members  to  discontinue  the  use  of  the  order  bill 
of  lading  except  in  those  cases  where  it  is  to  be  used  as  the 
basis  of  a  banking  transaction,  for  it  must  be  obvious  that  any 
unnecessary  delay  in  the  delivery  cars  should  be  avoided  in  the 
interest  of  better  service  as  well  as  car  supply." 


CONSOLIDATED  CLASSIFICATION    NO.  2 
Consolidated  Classification  No.  2,  effective  April   1,   is   now 
being  distributed  among  carriers.    Distribution  to  the  mailing  list 
of  shippers,  it  is  announced,  will  begin  about  the  first  of  Febru- 
ary, at  the  regular  charge  of  two  dollars  a  copy. 
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MARINE  CONTRACT  WITH  BRITAIN 

The  Tragic  World  Washington  Bureau 


Marine  Association,  which  was  printed  in  the  Congressional  Rec- 
ord as  to  J.  F.  Andrews  having  been  in  the  employ  of  the  I.  M.  M. 
Senator  Jones  said  Mr.  Franklin  said  Andrews  had  never  been 


Hill  wl       tl  U*i*JiJ      ai»»v»*  --.  A  J  V.4- 

A  motion  providing  for  investigation  of  the  agreement     an  .employe  of ^he t«^y  ^  ^  be  *^^J^  to^ouW 
between  the  International  Mercantile  Marine  Company  and  the  „___, tj    ,._„„„,„ 


BHUeTgoTernrnVnCwhrch-v    s~  attacked   by  Senator  Jones   of      regard  as  -^ig!™g-^K  KSUVcTd^ 
ATc'iafr,  ^a?  atS  SWWBTpS^      SWKS  SKSOSSS^  commerce  from  American  to- 


, 
A  hearing  was  scheduled  in  the  matter  for  January  27. 

Another  development  in  the  same  situation  was  the  denial 


British  shins.     Andrews,  according  to  the  Senator,  was  said  to 
have  favored  British  trade  while   an   employe  of  the  Shipping 


by  John  Barton  Payne,  former  chairman  of  the  board,  that  he     Board. 


, 
bad  approved  the  agreement,  as  declared  by  P.  A.  S.  Franklin, 


In  England  they  think  we  are  Americans  and  call  us  Ameri- 


president of  the  I   MM     He  wrote  a  letter  to  Senator  Jones,  in     cans;  In  the  United  States  we  are  called  British    so  we  have  no 
wWch  he  said he  hfd  not  known  of  such  an  agreement.  home  except  in  the  middle  of  the .Atlantic =  ocear £  said  Pres  dent 

The  action  of  the  board  in  fixing  a  hearing  on  the  agreement     Franklin    of   the    International    Marine    Company     i 
was  taken  in  the  absence  of  Chairman  Benson,  who  was  out     before  the  Shipping  Board,  January  2<,  at  the  hearing  on  the 

agreements  between  the  I.  M.  M.  and  the  British  government. 
"We  don't  think  we  should  be  an  outcast  like  that." 

Throughout  Mr.  Franklin's  testimony  remarks  were  dropped 


of  the  city.     The  resolution  adopted  by  the  board  follows: 

Whereas.   It  has  come  to  the  attention   of  the   board   that  there 
exists  a  present  contract  between  the  International  Mercantile  Marine 


exists  a  prest-ni  contract  oeiween  me  iMieriiaLnjiKii  A&«UV«MAIUCI  ^*«  ,,••«•    i,    j  „..*  »,„„«  +«^o+«^ 

Co..  a  corporation  existing  under  the  laws  of  the  state  of  New  Jersey,  from  time  to  time  inferring  that  the  I.  M.  M.  had  not  been  treats 

and  the  British  government,  which  contains  certain  clauses  alleged  to  .   .  ,      ,        ,.       Shinning   Board   in   the    allocation   Of   Ships    and    in 

1*.  inimical  to  the  shipping  interests  of  the  United  States  and  the  lainy   oy  I^hTt  tn7  T    M    \T    had  flnallv  come  to  realize 

development  of  an  American  merchant  marine.  other  matters  and  that  the  I.  M.  M.  had  finally  co 

Therefore.   Kesolved,   That  the  United  States  Shipping  Board   set  that  it  could  expect  nothing  from   the   Shipping  Board,   althoug 

said  matter  for  hearing  and  consideration  at  a  meeting  of  the  board  ..  ,      ,  mafip  PVerv  effort  to  co-operate  with  the  board  in  the  build- 

...    It-  »!«/..>  In  fh»  ^Itv  nf  Wnohlnp-tnn    te\  ho  held   on   Thnrsdav.  January  'I  naa  IlleiUe  eveiy   euuil    LU  <-u  m<ci 


at  Its  office  in  the  city  of  Washington,  to  be  held  on  Thursday,  January 
' 


, 
27,  1921,  at  10:30  o'clock  in  the  forenoon,  and, 

Resolved.    That    the    secretary    of    the    board    be    and    is    hereby 
directed  to  notify  the  president  of  the  International  Mercantile  Marine 


ing  up  of  an  American  merchant  marine. 


"This  company  is  American  and  is  being  operated  in  the  in- 
Co."and"sucn"other"£ei:s6ns"as  he 'may   be   advised   are   interested     terests  of  American  shareholders,"   said   Mr.  Franklin.  has 


therein,  of  the  time,  place  and  purpose  of  such  meeting,  to  the  end     British  tonnage  which  it  endeavored  to  sell,  but  was  prevented 


,  , 

that  they  may  appear  and  be  heard  if  they  so  desire. 

Vice-Chairman  Thompson  of  the  board  issued  the  following 
statement  : 

"In  the  absence  from  Washington  on  Saturday  of  Chairman 
Benson,  Frederick  I.  Thompson,  vice-chairman  of  the  United 
States  Shipping  Board,  made  public  a  resolution,  unanimously 
adopted  by  the  United  States  Shipping  Board,  with  reference 
to  the  existence  of  a  contract  between  the  International  Mer- 
cantile Marine  Company  and  the  British  government. 

"In  issuing  the  resolution  Vice-Chairman  Thompson  stated: 
The  issue  raised  was  considered  of  great  consequence  and  of 
a  nature  requiring  the  attention  of  the  United  States  Shipping 
Board.  It  may  be  stated  that  it  was  the  opinion  of  the  commis- 
sioners present  at  the  session  of  the  board  Saturday  morning 
when  the  resolution  was  unanimously  adopted,  that  no  issue  of 
larger  moment  affecting  the  establishment  and  permanency  of 
an  American  merchant  marine  had  come  before  the  present 
board  for  consideration.'  " 

The  letter  sent  by  Secretary  Payne  to  Senator  Jones  follows: 


from  doing  so  by  the  United  States  government  and  therefore  we 
do  not  think  we  should  be  criticized  for  having  it.  We  have  pur- 
sued an  upbuilding  policy  for  the  American  merchant  marine." 

The  witness  submitted  a  list  of  the  shareholders  of  the  com- 
pany, saying  that  94  per  cent  of  the  stock  was  owned  by  Ameri- 
can citizens  and  that  the  rest  was  distributed  among  English, 
Canadian,  Dutch  and  Cuban  stockholders.  All  of  the  directors 
are  American  citizens,  he  said.  Eighty-five  per  cent  of  the  ton- 
nage of  the  company,  he  said,  is  registered  under  foreign  flags- 
British,  Belgian  and  Dutch.  He  said  that  the  I.  M.  M.  owns  and 
controls  the  stocks  of  the  British  companies  which  are  sub- 
sidiaries, but  that  these  companies  are  operated  in  the  interests 
of  American  shareholders. 

Mr.  Franklin  said  the  company  foresaw  the  development  of  the 
national  feeling  in  favor  of  an  American  merchant  marine  and 
that,  therefore,  it  had  arranged  to  dispose  of  its  British  tonnas>>  t<> 
a  British  syndicate  for  27,000,000  pounds.  This  transaction,  how- 
ever, he  said,  was  held  up  at  the  request  of  President  Wilson 
and  later  the  board  of  directors  dropped  the  proposed  sale  l»'- 


My  attention  has  Just  been  called  to  the  statement  by  Mr.  Frank-      cause  the  government  had  taken  the  position  that  it  would  not 
M  ^^>^^m^^ ^^^\^S^t  ^^^.     be  wise  to  let  go   of  the   ships.     The   government   bought    the 

ships  on  the  same  basis  that  the  British  syndicate  nad  agi 


that  the  International  Mercantile  Marine  was  to  conduct  its  business 
in  the  interest  of  the  British  government  and  the  British  trade. 

I  cannot  imagine  what  Mr.  Franklin  means  by  saying  that  I 
approved  such  an  agreement.  As  a  matter  of  fact,  I  never  heard  that 
such  an  agreement  existed. 

General  charges  were  made  before  us  that  the  International  Mer- 
cantile Marine  was  not  strictly  an  American  company.  I  brought 
these  matters  to  the  attention  of  Mr.  Franklin  and  asked  him  to 
avpear  before  the  Shipping  Board  and  make  a  showing  as  to  the 


to  buy,  he  said,  but  later  the  company  was  notified  that  the  gov- 
ernment would  not  take  the  ships  and  that  the  company  was  free 
to  sell  to  the  British  syndicate.  Negotiations  were  reopened, 
but  no  sale  was  made  'because  conditions  had  changed  and  the 


_  'hiJn'^to     company  decided  it  best  to  keep  the  ships,  Franklin  said. 
ownership  of^  the  International  Mercantile  Marine.     He  did  so.     As  I 


.  . 

remember,    Commissioners   Donald,    Scott   and    myself   were    present 


Reviewing  the  three  agreements  which  the  I.  M.  M.  entered 
into  with  the  British  government,  the   witness   said  they  wen- 


•111*^1,    **vuxuMBMvuaro    jLtwcuu.    ouuLu    anu    iiivseii    were    present  .  .^  i  t_    ij 

besides  the  secretary  and  perhaps  others.    Mr.  Franklin  filed  a  printed  sought  by  the  I.  M.  M.  for  the  protection  of  its  stockholders  and 

document  which  he  stated  gave  the   stock  ownership  of  the  Inter-  that  thev  in   no  way  applied   to   the   American   tonnage   of   the 

Ii.'lt  1DI1M  1      _\1  (•  rr.'t  Tl  1  1  If'     Al!l  Hn»-      that     thia     I-IIITI  o  woVi  i  r\    itrn  a     nnn     V>im^»^^      .  , .     ..  » 


national  Mercantile  Marine:  that  this  ownership  was  one  hundred  per 
cent  American:  that  the  only  connection  between  the  International 
Mercantile  Marine  and  Great  Britain  was  that  it  owned  the  controlling 
Interest  in  some  British  companies  which  were  named  and  discussed: 
but  that  the  International  Mercantile  Marine  was  wholly  American 
and  was  entirely  independent  of  Great  Britain. 

P.  A.  S.  Franklin,  president  of  the  International  Mercantile 
Marine,  in  a  statement  replying  to  John  Barton  Payne's  .denial 
that  he  had  approved  the  agreement  between  the  I.  M.  M.  and  the 
British  government,  reproduced  a  copy  of  a  letter  he  had  sent 
to  Payne  November  21,  1919,  regarding  the  agreement,  and  also 
a  reply  from  Payne  acknowledging  receipt  of  the  letter  and 
copies  of  the  agreements  the  I.  M.  M.  had  with  Great  Britain. 
Franklin  also  said  he  had  written  Admiral  Benson,  chairman  of 


company,  but  only  to  the  British  tonnage.  Without  the  agree- 
ments, he  said,  the  company  would  have  been  at  a  disadvantage 
in  competition  with  other  British  ships. 

"We  have  never  had  an  intimation  that  these  agreements 
had  anything  to  do  with  our  American  tonnage,"  said  Mr.  Frank- 
lin. "We  have  handled  that  tonnage  without  discussing  our  pol- 
icy with  the  British.  I  am  confident  that  if  our  conduct  were 
investigated  it  would  be  found  that  it  was  contrary  to  British 
shipping  interests." 

He  reiterated  previous  statements  made  by  him  that  the 
agreements  had  not  been  kept  secret  —  that  they  could  not  have 
been  made  more  public  unless  they  had  been  posted  up  on  bill- 


the Shipping  Board,  on  March  22,  1920,  regarding  the  agreements,     hoards.     He  said  the  agreements  made  prior  to  1919,  when  the 
"The  unfairness  of  the  accusations  against  the  company  lies     third  agreement  was  entered  into,  were  submitted  to  Chairman 
in  the  assertion  that  the  company  was  under  undisclosed  agree-     Denman  of -the  Shipping  Board  in  1917;  that  in  November,  1919, 


s  to  operate  its  tonnage  in  the  interest  of  British  trade,  and 
the  same  time  sought  and  accepted  the  allocation  of  American 
ships  belonging  to  the  Shipping  Board  whose  operations  were 
iject  to  the  terms  of  the  agreement,"  said  Mr.  Franklin   "while 
the  real  truth  of  the  matter  is  that  the  agreements  were  not  un- 
dr.hat  they  nad   been  lald   before  tne  authorities   and 


they  were  sent  to  Chairman  Payne  of  the  board;  that  in  Janu- 
ary, 1919,  they  were  sent  to  Commissioner  Colby  of  the  board, 
and  that  in  March,  1920,  a  letter  was  sent  to  Chairman  Benson 
to  the  tffect  that  the  agreements  had  been  left  with  the  board. 
He  said  he  had  appeared  before  Chairman  Payne  in  regard  to 
the  Americanism  of  the  company  and  that  Payne  had  later  de- 


published by  the  Department  of  Commerce  and  Labor  in  July  dared  before  a  Senate  committee  that  the  company  was  100  per 

-had  been  fully  disclosed  and  copies  of  them  filed  with  the  cent  American. 

Joard  on  two  occasions  in  1919,  and  the  Shipping  Board  "We  considered  that  we   had   been   given  a  clean   bill    of 

has  been  allocated  to  us  for  management  and  health,"  said  he.     "There  is  no  secrecy  about  us  in  any  way, 

•om  time  to  time  is  not  subject  to  these  agreements  shape  or  form." 

hem  in  any  particular."  Mr.  Franklin  said  the  company  had  sought  ships  from  the 

Senator  Jones,  of  Washington,  who  made  one  of  the  agree-  board  for  the  development  of  new  trade  routes,  but  that  the  re- 

.  M.  M.  and  the  British  Admiralty  the  basis  Huest.s  were  declined  and  ships  allocated  only  for  services  that 


M.  M..  said  in  the  Senate.  January  25,  that     nad  lonS  b6611  established  by  the  company. 
I  to  correct  his  speech  before  the  National  Merchant  "We  have  realized  that  we  are  not  to  have  any  favors,"  said 
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h«>.  "We  are  anxious  to  be  helpful  and  we  believe  our  conduct 
ha.-,  demonstrated  that 

In  response  to  a  question  by  Admiral  Benson,  Mr.  Franklin 
.-.;iicl  there  were  no  foreign  officers  connected  with  the  company. 
He-  also  said  the  British  had  never  raised  any  point  with  regard 
Hi  opposition  of  the  company's  policy.  He  admitted  that  ships 
under  foreign  flags  could  operate  at  a  lower  cost  than  those 
under  the  American  flag  and  that  in  that  way  foreign  vessels  did 
have  an  advantage  over  American  ships.  He  said  American 
ships  would  have  to  be  placed  on  the  same  basis  as  foreign 
ships  if  they  were  to  compete  successfully  with  foreign  ships. 

In  the  event  of  war  with  some  country  other  than  Great 
Itritnin.  the  witness  said  in  response  to  a  question  by  Admiral 
Netison,  the  British  ships  owned  by  the  company  could  not  be 
ii-.-d  by  the  American  government  if  the  British  government 
should  object,  which  it  would  have  the  right  to  do  under  the 
agreements  and  under  the  British  law.  He  said  the  British  gov- 
ernment could  requisition  the  ships  in  time  of  war,  but  could  not 
withdraw  them  from  the  ownership  of  the  I.  M.  M. 

Commissioner  Thompson  asked  what  would  happen  under  the 
agreements  if  tlie  I.  M.  M.  used  its  American  tonnage  in  a  hostile 
way  toward  British  shipping?  Mr.  Franklin  again  asserted  tho 
agreements  had  nothing  to  do  with  American  tonnage. 

Commissioner  Thompson  read  a  statement  from  a  British 
ottirial  to  show  why  the  United  States  government  had  can- 
.•eied  the  purchase  of  the  I.  M.  M.'s  British  tonnage  and  that 
was  that  Great  Britain  indicated  that  the  purchase  would  be  op- 
ed  by  it.  Mr.  Franklin  said  he  had  told  the  government  offi- 
cials that  Great  Britain  would  oppose  the  United  States  buying 
the  ships.  It  had  been  brought  out  that  the  government  nad  In- 
formed the  I.  M.  M.  that  the  national  reasons  which  had  dic- 

'1  the  purchase  of  the  ships  no  longer  existed.  The  govern- 
ment interfered  in  the  proposed  sale  of  the  ships  to  the  British 
syndicate  in  November,  1918,  it  was  brought  out,  and  the  action 
of  canceling:  the  purchase  by  the  United  States  government  was 
taken  in  April,  1919.  . 


MERCHANT  MARINE  ASSOCIATION 

The  Traffic  World  Washington  Bureau 

Lack  of  an  orderly  plan  for  the  development  and  operation 
of  the  merchant  marine  created  during  the  war,  H.  H.  Merrick 
of  Chicago,  president  of  the  Mississippi  Valley  Association,  told 
the  men  and  women  attending  the  convention  of  the  National 
Merchant  Marine  Association,  at  the  afternoon  session  of  January 
20,  threatens  to  leave  the  American  people  as  unprepared  for 
the  next  war  as  it  was  for  the  last.  There  should  be  a  plan 
for  the  operation  of  the  merchant  marine  that  would  call  for 
the  exportation  of  goods  through  all  the  parts  of  the  country, 
not  merely  through  the  narrow  neck  of  the  bottle  leading  to  the 
port  of  New  York.  While  there  are  sailings  from  New  Orleans 
for  all  ports  of  the  world.  Mr.  Merrick  said,  there  has  been  so 
much  neglect  of  the  Pacific  ports  that  they  constitute  a  real 
danger  to  the  United  States. 

Congress  must  take  a  hand  in  the  foreign  exchange  situa- 
tion, he  said.  It  was  something  that  could  not.be  handled  by 
the  ordinary  business  men  because  of  the  interposition  of  gov- 
ernments everywhere.  In  his  eyes  it  was  shameful  that  not 
a  thing  had  been  done  toward  putting  the  Polish  cotton  mills. 
the  second  largest  in  the  world,  on  their  feet  again  to  spin  some 
of  the  cotton  that  had  been  held  in  this  country  because  the 
foreign  demand  could  not  be  met  on  account  of  the  exchange 
situation.  The  fact  that  Europe  owed  the  United  States  nearly 
ten  billions,  instead  of  being  a  hindrance,  he  said,  should  be 
the  foundation  for  trade.  When  San  Francisco  was  destroyed 
the  business  men  of  the  country  rebuilt  it  by  extending  aid  to 
the  San  Francisco  men,  not  in  the  form  of  charity,  but  in  the 
form  of  accommodations.  American  business  men  could  not 
do  this  to  foreigners  because  so  many  governmental  agencies 
interposed  obstacles,  but  it  should  and  must  be  done  if  business 
is  to  be  revived  in  this  country  and  the  American  merchant 
marine  employed,  he  said. 

He  said  there  were  too  many  investigations  to  please  men 
who  know  that  money  was  spent  lavishly  and  wastefully  in  the 
accomplishment  of  the  greatest  task  ever  placed  before  human 
beings — the  building  of  ships  to  carry  men  and  goods  to  the 
other  side  notwithstanding  the  German  submarine  and  the  lamen- 
tations of  the  British  that  Americans  could  not  put  more  men 
into  tie  field  in  Europe.  We  said  the  United  States  had  done 
much  more  than  that;  it. had  built  the  ships;  it  had  wasted 
money,  but  all  those  things  were  no  good  to.  think  about  now 
that  the  conditions  were  so  bad  that  the  farmers  of  this  country 
in  five  months  had  sustained  a  measured  loss  of  $5,000,000,000 
and  unemployment  was  costing  at  least  $90,000,000  a  week,  with- 
out counting  the  wastage.  His  suggestion  was  that  the  thing 
to  do  was  to  forget  the  quibbling  about  the  war  waste,  charge 
it  off  the  books,  and  get  a  plan  for  rehabilitating  the  foreign 
trade  of  the  United  States. 

Former  Representative  W.  E.  Humphrey  of  Washington  evoked 
continued  applause  in  his  discussion  of  the  Panama  Canal  tolls 
question  when  he  said,  that  apparently  Great  Britain  and  Japan, 
the  two  nations  that  most  wanted  the  use  of  the  Panama  Canal, 


would  benefit  most  by  Its  use,  "by  diplomatic  coll  union  worked 
a  delicate  International  confidence  game  on  the  Pre«ldent"  in 
persuading  him  to  abandon  the  stand  of  his  party  for  free  canal 
tolls. 

Mr.  Humphrey  said  that  both  the  two  major  parties  had  de- 
clared themselves  in  favor  of  free  tolls  and  that  this  attitude 
had  been  endorsed  at  the  polls. 

"I  cannot  feel  that  any  argument  will  have  a  tendency  t<> 
change  the  result  or  cause  the  Incoming  administration  to  hesi- 
tate to  pans  a  'free  toll'  law,"  said  he.  "If  the  Republican  party- 
fails  to  follow  the  will  of  the  people  in  this  matter,  now  twice 
recorded  at  the  polls,  it  would  be  a  piece  of  party  perfidy  and  the- 
betrayal  of  public  confidence,  inconceivable  and  unparalleled  in 
American  politics." 

Replying  to  the  general  question  whether  giving  free  passage 
to  American  ships  would  violate  treaty  obligations  with  other 
nations  of  the  world,  Mr.  Humphrey  nald:  "The  answer  is  that 
after  the  Hay-Pauncefote  treaty  was  made  and  before  the  con- 
struction of  the  canal,  by  America  acquiring  the  title  to  the  land 
upon  which  the  canal  is  constructed,  by  doing  all  the  work  and 
paying  all  the  expenses,  by  relieving  England  of  all  part  and  by 
taking  all  responsibility  for  the  construction  and  maintenance 
of  the  canal,  the  situation  was  so  changed  that  both  in  law 
and  equity  the  Hay-Pauncefote  treaty  had  no  application  and 
was  as  effectually  abrogated  by  these  changes  in  the  situation, 
in  all  of  which  Great  Britain  acquiesced,  as  if  such  abrogation 
had  been  done  in  express  terms  by  the  parties  thereto. 

"There  is  no  doubt  that  this  is  the  opinion  of  the  majority 
of  the  lawyers,  not  only  of  this  country  and  Great  Britain,  but 
of  the  world.  So  plain  is  the  proposition  that  America  alone 
of  all  the  nations  of  earth  would  ever  have  permitted  the  question 
even  to  be  discussed.  It  is  absolutely  unthinkable  in  the  light 
of  human  history  that  any  other  nation  but  ours,  at  her  own 
expense,  would  have  constructed  a  great  waterway  upon  her  own 
soil,  and  stand  absolutely  alone  responsible  for  all  things  in 
relation  to  it,  and  then  would  say  to  the  other  nations  of  the 
earth:  'We  admit  that  you  have  the  same  right  to  the  benefit 
and  use  of  this  canal  in  all  respects  as  we,  the  owner  and  builder 
and  protector,  has.' 

"Every  toll  levied  on  an  American  ship  passing  through  the 
Panama  Canal  is  a  direct  tax  on  American  commerce.  This  is 
axiomatic.  Nowhere  but  at  Panama  has  this  nation  practiced 
this  indefensible  folly.  All  other  American  waters  are  free  to 
American  ships." 

Stating  that  the  Pacific  Coast  had  potentially  the  greatest 
market  and  greatest  resources  of  any  similar  section  of  the  world. 
Mr.  Humphrey  said  that  "no  one  thing  will  do  so  much  to  in- 
crease this  trade  as  to  remove  the  tolls  now  paid  by  American 
ships  at  the  Panama  Canal." 

Reorganization  of  the  government's  shipping  business  in  the 
operation  of  the  merchant  marine,  for  the  purpose  of  creating 
conditions  favorable  for  the  purchase  of  the  government-owned 
vessels  by  private  interests,  was  urged  by  P.  A.  S.  Franklin. 
President  of  the  International  Mercantile  Marine  Company,  at 
the  association's  dinner,  January  20. 

"Until  the  shipping  business  is  put  on  sound  lines  by  the  gov- 
ernment and  a  fixed  policy  regarding  the  position  of  private 
owners  in  permanent  routes  is  established,"  declared  Mr.  Frank- 
lin, "it  is  my  opinion  that  nothing  can  be  accomplished  in  the 
way  of  selling  these  steamers  in  any  large  numbers  and  properly 
establishing  American  corporations  in  the  foreign  trades  of  the 
world." 

Declaring  that  the  ideal  course  of  procedure  for  the  govern- 
ment in  reorganizing  its  shipping  business,  would  be  to  charter 
steamers  to  American  corporations  and  citizens,  to  be  used 
wherever  such  people  could  use  them  to  their  greatest  advantage, 
Mr.  Franklin  recommended  that  a  "course  of  procedure  should  be 
considered  which  will  build  up  trade  routes  and  business,  and 
strengthen  the  shipping  situation  generally,  hoping  that  when 
the  world's  trade  approaches  normal  and  the  financial  conditions 
of  this  country  materially  improve,  the  fleet  can  gradually  be 
transferred  to  private  ownership  at  a  workable  cost." 
Recommendations  made  by  Mr.  Franklin  were: 

That  the  Shipping  Board  establish  mall,  passenger  and  cargo 
routes,  carrying  proper  compensation  for  operating  companies  with  the 
object  of  Inducing  private  owners  to  buy  the  steamers  and  maintain 
the  various  trade  routes. 

That  after  the  United  States  has  been  divided  Into  three  sections. 
North  Atlantic.  South  Atlantic  and  Gulf,  and  Pacific  Coast,  possibly 
North  and  South,  for  the  development  of  trade  routes,  only  companies 
and  Individuals  who  have  demonstrated  their  ability  to  operate  ships 
satisfactorily  should  be  selected  by  the  Shipping  Board  as  operators, 
giving  preference  to  private  owners  now  In  such  trade  routes,  or  who 
have  purchased  government  ships,  and  that  only  one  firm  should 
operate  government  tonnage  in  a  given  route. 

That  a  careful  survey  be  made  of  the  government-owned  tonnage 
to  determine  which  Is  most  suitable  for  the  mall,  passenger  and 
cargo  routes  to  be  established,  reserving  the  remaining  tonnage  for 
bulk  cargo  and  tramp  usage  not  competing  with  private  lines. 

That  operating  companies  enter  Into  conference  agreements  as  to 
rates,  etc.,  for  the  account  of  the  Shipping  Board,  and  ships  with- 
drawn from  one  trade  and  placed  In  another,  dependent  upon  the 
movement  of  traffic  In  the  various  routes. 

That  the  operating  companies  have  the  option  of  purchasing  the 
steamers  In  service  at  the  price  at  which  the  Shipping  Board  at  that 
time  Is  selling,  and  In  case  of  purchase,  the  Shipping  Board  should 
promise  to  allocate  no  steamers  for  operation  in  that  service. 

At  present,  Mr.  Franklin  declared,  there  is  no  market  for  the 
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government's  merchant  ships,  and  there  will  be  none  until  the 
Shipping  Board  ceases  competition  with  private  owners,  and 
Shipping  Board  prices  are  reduced.  Not  only  are  private  owners 
suffering  from  government  competition,  but  the  taxpayers'  money 
is  being  lost  in  the  operation  of  the  government  ships,  declared 
Mr.  Franklin. 

Warning  was  given  by  him  of  too  rigid  regulation  by  the 
government  of  the  shipping  industry.  Disastrous  results  would 
follow  from  close  regulation  of  the  merchant  marine,  in  compet- 
ing with  foreign  shipping  free  from  government  restraint.  He 
also  warned  against  the  establishment  of  discriminating  duties 
and  preferential  rail  rates,  because  of  the  possibility  of  foreign 
retaliation. 

"Courage,  capital  and  credit,"  he  said,  "are  necessary  to 
get  the  government  ships  into  private  hands,  but  these  will  be 
lacking  so  long  as  the  government  fails  to  correct  present  condi- 
tions, which  are  fundamentally  unsound." 

America's  merchant  marine,  fair  in  size,  according  to  decla- 
rations made  at  the  conference,  is  so  fearfully  handicapped  by 
American  laws  and  American  labor  unions  that  its  operation 
under  competitive  conditions  is  a  thing  hardly  to  be  thought  of. 
That  appeared  to  be  the  substance  of  declarations  made  by 
speakers  at  the  dinner  of  the  association  on  the  evening  of  Janu- 
ary 20  and  the  sessions  of  the  following  day. 

Representative  Edmonds,  of  Pennsylvania,  who  suggested 
the  impeachment  of  President  Wilson  for  not  having  obeyed 
section  34  of  the  Jones  shipping  law,  told  the  association  that 
the  pay  roll  of  a  9,000-ton  ship  flying  the  American  flag  is  $5,615 
a  month.  A  British  ship  of  similar  size,  counting  the  British 
pound  to  be  worth  $4.87,  which  it  is  not,  has  a  monthly  pay  roll 
of  $3,715.81,  and  a  comparable  German  ship,  at  the  existing  rate 
of  exchange,  valuing  the  German  mark  at  1.5  cents,  has  a  pay 
roll  of  $498  a  month.  Counting  the  British  pound  at  $3.50  the 
pay  roll  of  the  British  ship  is  only  $2,670.  The  British  ship 
carries  a  crew  of  44  men  and  the  LaFollette  seaman's  law  com- 
pels the  American  to  carry  a  crew  of  51  men. 

"Admitting  that  it  is  desirable  for  American  law  to  say  that 
American  seamen  shall  have  good  wages  and  good  quarters,  it 
is  a  question  whether  the  LaFollettee  law  is  doing  anything  for 
Americans  in  the  trans-oceanic  trade,"  said  Mr.  Edmonds.  "We 
have  a  fine  report  from  the  commissioner  of  navigation,  saying 
there  are  147,000  men  on  the  American  ships  and  about  half  of 
them  are  Americans.  The  report  takes  on  a  different  hue,  how- 
ever, when  it  is  known  that  the  report  includes  the  coastwise 
ships,  in  which  all  members  of  the  crews  are  Americans.  The 
law,  therefore,  seems  to  operate  for  the  benefit  of  foreign  sailors 
in  the  crews  of  American  ships." 

The  congressman  told  something  about  a  naval  reserve  bill 
that  is  being  prepared  by  the  committees  of  the  House  having 
to  do  with  commerce  and  fisheries,  in  which  a  scheme  will  be 
proposed  for  putting  Americans  willing  to  serve  their  country 
on  the  seas  at  an  advantage  over  foreigners  by  giving  them 
service  on  naval  vessels  and  merchant  vessels  with  something 
added  to  their  pay  for  adopting  a  sea-faring  life. 

Development  of  a  merchant  marine  of  a  size  relatively  as 
great  as  the  United  States  is  in  comparison  with  other  nations 
would  be  no  task  at  all  for  American  shipyards,  Vice-President 
Powell,  of  the  Bethlehem  Shipbuilding  Corporation,  told  the  as- 
sociation at  its  session  on  the  afternoon  of  January  20. 

The  maximum  production  of  ships  during  the  war,  in  all  the 
yards  in  the  world,  was  a  little  in  excess  of  8,000,000  gross  tons. 
Of  that  total,  American  yards  produced  4,500,000  tons,  or  more 
than  half.  He  said  the  annual  call  for  ships  will  probably  not 
exceed  3,250,000  tons.  Therefore,  if  all  the  world  bought  ships 
from  American  yards,  they  would  not  be  employed  more  than 
seventy-five  per  cent  of  the  time.  Shipbuilding  companies,  he 
said,  knew  they  would  have  to  reduce  after  the  war  and  they 
have  been  doing  that.  The  great  problem,  however,  he  said,  was 
to  get  down  the  cost  of  production.  At  present  it  is  about  double 
that  of  British  yards,  more  than  double  that  of  French  yards 
and  immeasurably  higher  than  German  yards,  remembering  the 
rate  of  exchange  between  American  and  foreign  money.  He  said 
it  was  useless  to  talk  of  any  legislation  until  after  there  had 
been  a  test  of  the  Jones  shipping  law. 

Government  protection  for  the  shipping  industry  of  the 
United  States  to  prevent  the  extinction  of  the  American  mer- 
chant marine,  was  the  plea  of  Homer  L.  Ferguson,  president  of 
the  Newport  News  Shipbuilding  and  Dry  Dock  Company,  when 
he  addressed  the  convention.  A  government  subsidy  in  some 
form  or  preferential  treatment  must  be  given  to  prevent  the 
withdrawal  of  interest  from  the  maintenance  of  an  adequate 
merchant  fleet. 

"It  is  unfortunate,"  said  he,  "that  the  President  should  have 

st  out  the  crux  of  the  merchant  marine  act  (section  34),  which 

the  abrogation  of  commercial  treaties.     In   signing  the 

I,HFollette  seamen's   act   he  set   a  precedent  which   he   should 

ollowed  in  this  case.     In  my  humble  judgment  he  should 

xecnted  the  law.     To  say  that  discriminatory  duties  will 

to  retaliation  may  be  true,  but  remember  this,  other  nations 

discriminate  against  us  In  trades   in   which   they  have 

no  part. 

"In  the  first  $Ix  months  of  1920  in  trade  with  Great  Britain 


we  carried  12  per  cent  of  our  imports  and  25  per  cent  of  our 
exports  We  may  have  too  many  ships,  but  it  does  not  seem  that 
we  have  too  many  in  that  trade.  I  have  a  great  admiration  for 
the  British  and  I  do  not  think  they  will  grudge  us  a  fair  share 
of  our  own  commerce." 

The  objection  of  a  plain  subsidy,  said  Mr.  Ferguson,  is  that 
it  must  be  reenacted  each  year  and  thus  become  the  football  of 
politics.  If  any  scheme  can  be  devised,  he  stated,  it  should 
have  some  elements  of  permanence. 

H.  H.  Haines,  of  Galveston,  formerly  general  superintendent 
of  the  army  transport  service  at  Constantinople,  urged  the  con- 
vention to  use  its  influence  for  the  establishment  of  necessary 
trade  facilities  in  all  parts  of  the  world.  To  show  the  necessity 
for  this,  the  speaker  compared  the  shortcomings  of  the  United 
States  with  the  thoroughness  with  which  Great  Britain  had 
prepared  for  foreign  trade  operations  in  all  quarters. 

The  speaker  also  urged  greater  interest  by  the  interior  of 
the  country  in  the  merchant  marine  question,  and  less  criticism 
of  the  Shipping  Board  in  the  operation  of  the  government-owned 
ships. 

Comdr.  R.  D.  Gatewood,  director  of  the  division  of  construc- 
tion and  repairs,  of  the  Shipping  Board,  in  addressing  the  con- 
vention, asked  the  co-operation  of  the  shipping  interests  of  the 
country  with  the  Shipping  Board  in  curtailing  operating  ex- 
penses to  a  minimum  and  in  the  operation  of  the  government- 
owned  merchant  fleet. 

Commenting  upon  the  attack  made  by  Senator  Jones  on  the 
International  Mercantile  Marine  Company,  W.  A.  Harriman, 
chairman  of  the  Board  of  the  United  American  Lines,  at  the 
dinner  said  the  International  Mercantile  Marine  Company 
was  an  American  company  and  one  of  which  the  country  could 
be  proud. 

"The  I.  M.  M.  is  the  largest  shipowning  corporation  in  the 
world,"  said  he,  "and  it  is  owned  by  Americans.  It  was  founded 
at  a  time  when  it  was  impossible  by  operate  ships  under  the 
American  flag  in  competition  with  foreign  companies.  We  must 
admire  the  courage  of  the  Americans  who  invested  their  money 
in  shipping." 

Mr.  Harriman  also  made  a  plea  for  the  steamship  companies 
which  have  purchased  vessels  under  -the  high  prices  asked  by 
the  Shipping  Board.  Unless  the  prices  are  revised  in  line  with 
present  market  conditions  all  these  companies  without  additional 
capital  will  be  forced  into  bankruptcy,  he  said,  and  it  will  be 
many  years  before  American  capital  can  be  persuaded  again  to 
invest  in  shipping  under  the  American  flag.  Many  of  the  com- 
panies, said  he,  were  actuated  by  patriotic  motives  when  they 
took  ships  from  the  Board  and  the  Board  should  not  now  "take 
its  pound  of  flesh."  He  said  that  none  of  his  companies  was 
included  in  the  possible  benefits  of  such  a  revision  of  prices  and 
that  he  was  speaking  only  for  the  best  interests  of  the  future 
of  the  merchant  marine. 

Speaking  of  the  prices  at  which  phips  should  be  offered  for 
sale,  Mr.  Harriman  said:  "It  is  as  absurd  to  talk  of  $100  a  ton 
today  as  it  was  to  talk  of  $200  a  ton  a  year  ago.  We  have  been 
offered  within  the  last  two  months  a  brand  new  British  steamer 
of  11%  knots  speed  at  less  than  $100  a  ton,  and  another  new 
steamer  at  $60"  a  ton.  These  are  not  isolated  cases,  and  there 
are  literally  thousands  of  tons  of  shipping  on  the  market  at 
these  figures. 

"In  one  route  several  days  ago  we  found  it  cheaper  to  char- 
ter a  British  vessel  and  tie  up  one  of  our  own  ships,  because  of 
the  high  capital  cost  of  our  ship." 

Mr.  Harriman  protested  against  Shipping  Board  competition 
in  trades  which  have  been  built  up  by  privately  owned  lines. 
Vessels  are  operated  in  these  routes,  he  said,  by  companies 
which  have  no  personal  interest  in  the  ships  other  than  the  col- 
lection of  commissions  paid  by  the  Board.  He  said  that  the 
American  Hawaiian  Steamship  Company,  one  of  his  own  lines, 
is  seriously  handicapped  in  its  coastwise  business  by  government 
competition. 

Development  of  interior  transportation  facilities  to  provide 
for  the  establishment  of  additional  ports  of  outlet  for  export 
goods  and  trade  routes  was  advocated  by  Matthew  Hale,  presi- 
dent of  the  South  Atlantic  Steamship  Association. 

He  attacked  the  concentration  of  export  shipments  through 
the  single  port  of  New  York,  and  declared  that  a  necessary 
change  must  be  made  to  provide  new  outlets  to  foreign  markets 
if  American  foreign  trade  is  to  be  properly  developed.  New 
export  ports,  the  speaker  said,  must  be  established  on  the  South 
Atlantic  and  Gulf  coasts,  and  the  various  ports  must  compete  on 
their  merits  for  export  business. 

To  enable  the  use  of  south  Atlantic  and  Gulf  ports  to  serve 
as  ports  of  outlet  for  the  Mississippi  Valley  and  other  important 
interior  producing  sections,  Mr.  Hale  declared  that  equalized 
railroad  rates  applying  on  export  shipments  consigned  through 
southern  ports  must  be  maintained. 

Advice  against  the  use  of  discriminating  rail  rates  in  favor 
of  commerce  borne  by  American  ships  and  against  discrim- 
inating customs  duties  and  other  forms  of  preference  for  Amer- 
ican ships,  as  inevitably  leading  to  unprofitable  and  unnecessary 
trade  wars,  if  not  worse,  was  a  prominent  note  in  the  speeches 
made  at  the  closing  sessions  January  21. 
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l''r;ink  ('.  Munson.  president  of  the  Munsnn  Line;  M.  J. 
Sanders,  president  of  the  l.e\]and  Line,  mid  Alexand. 

•  val  manager  dt'  ih.    international  Harvester  Corporation,  in 
•eular,  deprecated  such  moves  to  obtain  for  the  American 

•  ham   marine  what    \merlcans  may  think  la  their  due.    Mr. 
Munson  said  the  Shipping  Board  had  pointed  the  right  way  to 
deal  with  such  situations  by  entering  conferences  looking  to  the 

.•able  settlement  of  what  might  be  termed  the  conflict  of 
interests. 

Mr.  Legge  said  that  while  preferential  rail  rates  on  export 
and  import  shipments  might  be  a  method  of  defense,  their  use 
tor  promoting  or  extending  American  trade  would  be  a  mistake 

hey  would  lead  to  retaliation.    Equalization  of  the  ports  by 

means  of  rail  rates  to  them,  which,  when  added  to  the  ocean 

rates,  would  enable  an  exporter  to  route  his  freight  via  the  least 

I  port,  he  said,  should  be  continued.    Concentration,  at 

\v  ports  would  tend  to  diminish  the  volume  of  the  foreign 
business. 

As  essential  to  the  growth  of  American  foreign  trade,  Mr. 
Legge  told  the  convention  that  a  better  understanding  between 

rnment  and   business,  engaged  in  serving  foreign  markets, 

necessary.  Such  an  understanding,  he  said,  however,  did 
not  contemplate  government  regulation  or  control.  It  must  be 

aim  of  the  government  to  protect  the  interests  of  American 

commerce    abroad    from    unfair    discriminations    and    unlawful 

:iy.     The  government,  he  said,  should  strive  to  obtain  equal 

opportunities    for    American    commerce    abroad    as    enjoyed    by 

foreign  competitors. 

He  said  it  would  be  a  mistake  to  permit  the  cancellation  of 

ilized  railroad  rates  on  export  shipments  moving  to  Pacific, 
south  Atlantic  and  Gulf  ports.  This  action,  he  said,  concen- 
tratiiiK  the  country's  export  traffic  through  only  a  few  ports, 
would  result  in  a  diminution  of  export  traffic  and  would  hinder 
rather  than  develop  foreign  trade  of  the  country. 

Patience  was  urged  by  him  for  the  development  of  an 
adequate  merchant  marine.  In  the  construction  of  an  adequate 
merchant  fleet,  to  meet  the  needs  of  the  country's  commerce, 
he  said,  years  must  be  spent.  The  country  must  gradually  wean 
itself  from  the  services  of  foreign  steamship  interests  establish- 
ing facilities  in  all  parts  of  the  world  where  American  facilities 
now  are  lacking,  before  the  United  States  can  become  shipping 
independent. 

In  his  address  Mr.  Munson  made  definite  recommendations 
to  improve  the  shipping  position  of  the  United  States.  He  said 
the  chief  task  on  the  Americans  interested  in  shipping  was  to 
invent  machinery  and  methods  for  cutting  down  the  cost  of 
operation.  His  recommendations  were: 

"Government  merchant  ships  be  sold  to  American  owners 
at  present  market  prices,  charging  off  war  construction  costs, 
and  putting  the  ships  first  in  proper  physical  shape  to  enable 
competition  with  foreign  tonnage. 

"Develop  efficiency,  initiative  and  genius,  and  the  perfecting 
of  American  ships  to  a  higher  and  more  economical  basis  of 
operation  than  that  of  foreign  competitors. 

"Reorganize  the  personnel  of  the  Shipping  Board,  composed 
of  Admiral  Benson,  present  chairman  of  the  Board,  and  Com- 
missioner Donald,  two  new  members  representative  ship  owners, 
and  the  remaining  two  new  members,  one  a  practical  ship 
engineer,  and  the  other  a  financial  expert. 

"Maintain  and  improve  relations  with  the  foreign  govern- 
ments of  the  world  and  their  peoples. 

"Develop  the  conference  idea  already  inaugurated  by  the 
Shipping  Board  to  a  further  degree  in  order  to  avoid  what  would 
otherwise  unavoidably  come,  trade  war  between  the  great  ship- 
owning  nations. 

"Commercial   wars  between  the  United   States  and  foreign 

nations   for  the  world's  trade  supremacy  are  unnecessary.     On 

•  ntrary    the   United   States   should    co-operate   with   Great 

Hritain  and  other  commercial  nations  in  the  development  of  the 

world's  trade. 

"As  the  greatest  shipowner  in  the  world,  the  Shipping  Board 
must  follow  the  markets  of  the  world,  both  as  to  selling  its 
tonnage  and  as  to  meet  rates  for  chartering  its  tonnage  wher- 

r  they  go."  He  emphasized  the  need  of  the  Shipping  Board 
following  the  markets  of  the  world.  Urging  the  charging  off 
the  war  cost  of  the  government  ships  from  the  sale  prices,  Mr. 
Munson  recommended  the  adoption  of  a  bare  boat  basis  for  the 
chartering  of  the  ships,  to  make  possible  their  profitable  opera- 
tion. 

M.  J.  Saunders,  of  New  Orleans,  president  of  the  Leyland 
Steamship  Line,  in  addressing  the  convention  on  the  theme  of 
Mr.  Munson's  address  discredited  reports  that  Great  Britain 
planned  a  commercial  campaign  against  American  commerce, 
and  declared  that  the  two  countries  must  co-operate  in  the 
development  of  foreign  markets. 

Fields  S.  Pendleton.  president  of  the  Atlantic  Carriers  Asso- 
ciation, asked  Mr.  Munson  what  remedies  could  be  adopted  to 
overcome  the  higher  operating  costs  and  wages  on  American 
ships,  stating  that  under  the  requirements  of  the  steamboat 
inspection  service  and  the  La  Follette  seamen's  act,  American 


•hips  must  carry  fifty  per  c«nt  mm.    men  and  pay  fifty  per  cent 
higher  wages. 

Mr.  Mun«on  replied  that,  In  addition  to  a  reduction  of  wages, 
th.  United  States  could  adopt  a  Diesel  engine  program,  which 
would  result  In  a  saving  of  fuel  and  employment  of  fewer  men. 
Walter  Parker,  general  manager  of  the  New  Orleans  Asso- 
ciation of  Commerce,  said  the  United  States  must  look  to  the 
nt  and  to  Latin  America  to  furnish  the  markets  for  manu- 
factured products;  that  Europe,  with  a  vast  Industrial  develop- 
ment and  few  natural  resources,  was  looking  only  for  raw 
materials,  while  the  Orient  and  Latin  America,  with  smaller 
industrial  development  but  vast  quantities  of  raw  materials, 
were  looking  for  manufactured  products.  Therefore,  he  con- 
cluded, the  future  of  American  foreign  trade  lay  with  those 
parts  of  the  world  because,  as  soon  as  Europe  got  on  Its  feet. 
Its  mills  and  factories  would  supply  the  local  needs,  except  in 
tho  special  products  of  American  factories.  But  Europe  would 
undertake  also  to  fill  the  needs  of  the  Orient  and  Latin  America. 
To  meet  this  competition,  he  said,  we  must  so  place  our 
mills  as  to  give  them  easiest  access  to  raw  material,  food  supply 
and  low  cost  of  transportation  to  shlpside.  Then  we  must  make 
It  possible,  through  fair  Inland  freight  adjustments,  for  each 
producer  of  oversea  commerce  to  use  the  most  conveniently 
located  port. 

In  Its  development,  the  port  must  make  the  most  of  its  easy 
grade  railroads,  its  inland  navigable  waterways,  and  its  oppor- 
tunities for  two  way  shipments.  It  must  provide  water,  rail  side 
warehouses  in  which  commodities  moving  in  either  direction 
may  rest  in  storage  between  the  periods  of  production  and  con- 
sumption. It  must  provide  inspection  and  certification  services 
in  order  to  facilitate  commodity  owners  In  the  low  cost  financing 
of  their  enterprises.  And  it  must  see  to  it  that  the  laws  under 
which  it  serves  protect  the  commodity  handler,  but  do  not 
burden  him  and  protect  the  money  lender  but  impose  no  hard- 
ships on  him. 

"In  the  United  States  the  fine  points  of  foreign  trade  are 
now  becoming  better  understood,"  said  he.  "Surplus  product 
producers  are  beginning  to  realize  they  must  use  direct  rather 
than  indirect  trade  channels,  easy  grade  rather  than  mountain 
climbing  railroads,  waterways  when  they  can  be  made  available, 
water-rail  side  storage  and  American  controlled  ships  when  they 
can.  Workmen  are  beginning  to  learn  that  overseas  markets 
for  America's  surplus  products  are  required  if  there  are  to  be 
pay  days  after  the  domestic  requirement  is  filled. 

"Our  government  has  begun  to  discover  the  national  wel- 
fare requires  the  use  of  the  inland  waterways,  a  readjustment 
of  freight  rate  parities  which  will  free  the  shipper  from  arbi- 
trary control  by  any  port,  and  the  development  of  the  American 
merchant  marine. 

"Some  day  it  will  discover  that  the  establishment  for  for- 
eign trade,  of  free  zones,  at  the  principal  ports  will  greatly  aid 
in  the  development  of  the  overseas  commerce  of  our  country. 
Abrogation  of  commercial  treaties  by  the  United  States,  as 
provided  in  Section  34  of  the  merchant  marine  act,  and  the  use 
of  preferential  railroad  rates  on  shipments  in  American  vessels, 
was  urged  by  Representative  George  W.  Edmonds,  of  Pennsyl- 
vania, a  member  of  the  House  Committee  on  Merchant  Marine 
and  Fisheries.  Enforcement  of  preferential  rates,  said  Mr. 
Edmonds,  was  retaliation  by  the  United  States  for  foreign  dis- 
criminations against  American  commerce. .  He  also  urged  revi- 
sion of  marine  insurance  laws  so  as  to  permit  greater  expansion 
of  this  industry  as  an  aid  to  American  shipping. 

As  an  aid  to  American  shipping  J.  Parker  Kirlin  advocated 
the  extension  of  the  provisions  of  the  Jones  shipping  law  ex- 
emption from  the  excess  profits  tax,  to  the  earnings  of  Ameri- 
can ships  in  foreign  commerce,  when  such  excess  profits  are 
invested  in  additional  tonnage,  including  ships  that  may  be 
bought  from  the  Shipping  Board.  At  present  excess  earnings 
devoted  to  new  tonnage,  built  in  American  yards,  alone  are 
exempted. 

To  correct  the  handicaps  under  which  American  shipping 
is  now  operating.  Mr.  Kirlin  suggested  two  remedies:  (1) — 
exempt  the  industry  from  taxation  so  far  as  possible,  and  revise 
the  Shipping  Board  prices  to  a  much  lower  figure;  (2)  — equalize 
the  position  of  American  shipowners  with  that  of  their  foreign 
competitors  by  the  payment  of  a  flat  subsidy.  He  said  the 
adoption  of  discriminatory  measures  would  be  ruinous. 

The  association  adopted  a  set  of  resolutions  advocating  the 
immediate  enforcement  of  the  Jones  shipping  law;  that  the 
personnel  of  the  Shipping  Board  be  put  on  a  permanent  basis,  in 
order  that  a  constructive  administrative  policy  may  be  carried 
out  in  the  application  of  the  law;  that  the  Shipping  Board  shall 
decide  what  new  mall,  passenger,  and  cargo  routes  shall  be 
established,  and  then  take  steps  to  have  the  needed  ships  placed 
on  the  routes  by  private  companies;  that  the  Shipping  Board 
cease  allocating  ships  to  routes  adequately  served  by  privately 
owned  ships;  that  steps  be  taken  to  lessen  the  excessive  burdens 
on  purchasers  of  Shipping  Board  ships,  so  that  they  may  suc- 
cessfully compete  with  foreign  ships;  approving  the  policy  of 
enrolling  competent  men  and  officers  of  the  merchant  marine  in 
the  naval  reserve;  retention  of  the  great  lakes  training  sta- 
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tion-  deploring  pessimism  and  destructive  criticism  and  urging 
(Egress  and  on  the  people  of  the  United  States  "a  sp.m  ol 
constructive  co-operation,  a  spirit  of  optimism,  and  a  firm  deter- 
mTnaUon  to  achieve,  in  spite  of  all  difficulties  our  national 
purpose  of  developing  and  maintaining  an  American  merchant 
marine  for  the  national  defense  and  for  the  proper  growth  of 
our  foreign  and  domestic  commerce." 

The  Association  elected  the  following  officers  and  members 
of  the  governing  council: 

President:     Senator  Joseph   K.   Ransdell    Louisiana.     Vice-Pres- 

William    Allen.    Washington;    George    J.    Baldwin,    New    York  -    £££; 
ton      W.    A.     Harriman      New    York    City  ;    Hon 

- 


Mack    New  York  Citv;  Clifford  D.  Mallory,  New  York  City  ;  Wmthrop 

Ma.  New  York   City;   Frank  C.    Munson,   New  York   City;    N. 

SurntlrVMyriek    Washington;  Capt.  C    A    McAllister    New  York  City; 

H     H     Merrick.    Chicago;    George    W.    Norris,    Philadelphia,    Capt. 

FuKene   E    O'Donnell,   Boston:'  Eugene  W.   Ong,   Boston;  A.   C.   Pes- 

,    Detroit-   Charles   Piez.    Chicago;    Charles   H.    Potter,    New  YorK 

lYpDhW    Powell    Quincv,  Mass.;   J.  C.  Rohlfs,  San  Francisco; 

mond    New  York  City;  L.  L.  Richards,  New  York  City;  F. 

:  Sa'nford    New  O?lIans;MJ    Sanders,   New  Orleans:  Chas    gutter. 

St    Louis-  Jos    N.  Teal.  Portland,  Ore.;  Com.  Stevenson  Taylor,  New 

York  City:  Eugene  P.  Thomas.  New  York  City. 


STEAMSHIP  MAIL  SERVICE 

The  Traffic  World  Washington  Bureau 

It  is  announced  by  the  Post  Office  Department  that,  begin- 
ning February  1,  the  Pacific  Mail  Steamship  Company  (an  Amer- 
ican steamship  line)  will  inaugurate  a  service  of  20-knot  Amer- 
ican steamships  from  San  Francisco  to  Honolulu,  Manila,  Saigon, 
Singapore  and  Calcutta.  These  steamships  will  not  only  give 
service  to  certain  points  in  the  Orient  but  will  reduce  the  transit 
time  in  some  cases  where  they  will  compete  on  routes  now 
traveled  by  steamers  of  other  lines. 

For  a  number  of  years  there  has  been  no  direct  steamship 
service  (either  American  or  foreign)  available  for  the  dispatch 
of  mails  to  ports  in  British  India  and  the  Straits  Settlements, 
notwithstanding  the  long-felt  need  for  direct  communication  with 
these  ports  by  American  exporters. 

For  many  years  the  amount  of  United  States  mail  for  for- 
eign countries  dispatched  by  steamers  of  foreign  registry  has 
been  considerably  greater  than  the  amount  dispatched  on  Amer- 
ican steamers,  due,  of  course,  to  the  preponderance  of  foreign 
steamers  available  for  the  conveyance  of  the  mails  as  compared 
to  steamers  of  American  registry  offering  equal  facilities  and 
speed.  Notwithstanding  that  the  rate  per  pound  paid  to  Amer- 
ican steamers  is  greater  than  the  rate  paid  to  foreign  steamers, 
the  annual  compensation  for  mails  conveyed  by  steamers  of 
foreign  registry  also  exceeded  that  made  to  American  steamers. 
This  was  the  condition  with  regard  to  steamship  service  in 
general  from  United  States  ports  and  was  not  peculiar  to  any 
section — that  is,  to  either  the  Atlantic,  Pacific  or  Gulf  ports.  Ex- 
cept for  contract  service  by  one  line  of  American  steamers  to  Eu- 
rope, one  line  to  Australia,  a  line  to  Cuba  and  Mexico  and  two  to 
Porto  Rico  and  Venezuela,  the  steamship  service  under  Amer- 
ican registry  available  for  the  dispatch  of  our  mails  to  foreign 
countries  consisted  in  1912,  for  instance,  of  approximately  one 
line  to  Europe,  six  lines  to  the  West  Indies,  Central  and  South 
America,  none  to  Australia  and  New  Zealand  and  two  lines  to 
the  Philippines,  China  and  Japan.  Some  of  these  steamers  were, 
however,  irregular  as  to  the  time  of  sailing  and  ports  of  desti- 
nation, so  that  full  advantage  could  not  always  be  taken  of 
the  same  by  the  Department  for  the  dispatch  of  mails,  regularity, 
as  well  as  speed,  being  an  essential  factor  in  providing  a  satis- 
factory mail  'service  to  foreign  countries.  There  were  some 
other  steamers  not  included  in  the  above,  which  could  seldom 
be  used  for  the  dispatch  of  mails  not  only  on  account  of  being 
irregular  but  because  they  were  too  slow  to  compete  with  the 
faster  steamers  of  foreign  registry. 

On  the  establishment  of  the  United  States  Shipping  Board 
this  condition  of  affairs  was  placed  before  it  and  through  con- 
ferences and  constant  co-operation  between  the  Post  Office  De- 
partment and  the  Shipping  Board,  the  situation  has  gradually 
improved  in  the  matter  of  available  steamers  of  American  reg- 
for  the  dispatch  of  United  States  mails  to  foreign  coun- 
ies,  particularly  to  Europe  and  South  America.  While  there 
II  remains  much  to  be  desired  in  the  extension  of  the  Amer- 

i  Merchant  Marine,  from  a  postal  point  of  view    there  are 

operating  American  steamship  lines,  available  for  the  dis- 

foreign  mails,   as  follows:      4  lines    (consisting  of   15 

to  Europe;   10  lines   (consisting  of  30  steamers)    to 


the  West  Indies,  the  Canal  Zone  and  Central  and  South  America; 
2  lines  (consisting  of  4  steamers)  to  the  Orient. 

In  the  fiscal  year  1920,  and  for  the  first  time  in  many  years, 
the  amount  paid  for  the  conveyance  of  United  States  mails  to 
foreign  countries  by  steamers  of  American  registry  exceeded 
the  amount  paid  steamers  of  foreign  registry  for  the  conveyance 
of  such  mails. 

CUNARD  STEAMSHIP  SERVICE 

The  oil-burning  turbine-driven  Cunard  Liner  "Albania"  is 
the  first  of  the  company's  post-war  fleet  of  thirteen  new  steamers 
to  be  placed  in  commission.  She  started  on  her  maiden  trip 
from  Liverpool  January  19,  and  makes  her  first  sailing  from 
New  York  February  8.  She  will  carry  but  one  class  of  passen- 
gers— cabin — for  which  there  are  accommodations  for  480.  In 
most  cases  the  cabins  are  fitted  with  two  or  four  berths,  but 
others  are  specially  arranged  for  the  inclusion  of  children,  so 
that  an  entire  family,  where  so  desired,  may  occupy  one  large 
stateroom. 

The  "Albania"  is  a  vessel  of  12,000  tons,  with  a  length  of 
540  feet,  a  breadth  of  64  feet,  and  a  depth  of  46  feet  9  inches. 
She  is  of  the  shelter-deck  type,  having  forecastle,  boat  decks, 
two  complete  'tween  decks,  and  an  orlop  'tween  deck. 

Since  she  is  a  one  class  ship,  all  passengers  enjoy  the  best 
accommodations  the  steamer  has  to  offer. 

The  propelling  machinery  consists  of  two  sets  of  turbines, 
each  set  composed  of  one  high  pressure  and  one  intermediate 
pressure  turbine,  arranged  in  tandem,  driving  one  of  the  primary 
pinions,  and  the  low  pressure  turbine  driving  the  other  primary 
pinion.  The  turbines  are  of  the  high-speed  type. 

There  is  a  complete  wireless  installation  and  also  submarine 
signalling  apparatus. 

The  "Albania"  will  run  regularly  on  the  New  York-Canada- 
England  service. 

The  steamship  "Calabria,"  sailing  from  New  York,  February 
24,  will  be  the  first  passenger  vessel  to  sail  from  New  York  for 
Fimne  $nce  the  first  months  of  the  war  in  1914.  Announcement 
of  this  sailing  by  the  Cunard  and  Anchor  lines  marks  the  return 
of  Fiume  to  the  list  of  calling  ports  for  ocean  liners.  The  "Cala- 
bria" will  carry  passengers  to  Vigo,  Patras,  Dubrovnik,  Trieste, 
as  well  as  Fiume.  Before  the  war  Fiume  was  one  of  the  main 
ports  in  the  Mediterranean  service  on  the  Cunard  line. 


BOARD-COMMISSION  CO-OPERATION 

The  Traffic  World   Washington  Bureau 

The  joint  committee  of  the  Shipping  Board  and  the  Inter- 
state Commerce  Commission,  appointed  to  study  the  things  on 
which  the  two  bodies  will  have  to  act  jointly  or  concurrently, 
has  organized  by  electing  Commissioner  McChord  chairman. 
Commissioner  Teal,  chairman  of  the  Shipping  Board  section  of 
the  committee,  made  the  motion  which  put  into  the  chairman- 
ship the  senior  member  of  the  senior  body. 

At  present,  the  joint  committee  is  analyzing  the  provisions 
of  the  two  organic  laws  on  which  there  might  be  conflict  or 
which  require  joint  or  concurrent  action,  so  that  the  members 
of  the  joint  body  will  have  before  them,  when  they  meet  again, 
a  printed  record  of  the  points  of  contact  between  the  two  bodies. 
Until  there  is  a  study  of  the  transportation  act  and  the  shipping 
laws  to  show  where  there  might  be  trouble  through  failure  to 
have  a  full  discussion  before  action,  the  joint  committee  will 
not  be  able  to  make  any  recommendations  to  the  bodies  they 
represent.  It  is  possible  that  the  committee  will  not  act  except 
upon  concrete  instances  where  there  appears  to  be  a  confliction 
— in  other  words,  that  it  will  not  undertake  to  cross  bridges 
until  one  or  the  other  body  finds  a  matter  in  which  it  is  ad- 
visable there  be  a  full  understanding  before  either  acts. 

HAVANA  PORT  CONDITIONS 

The  Traffic  World   Washington  Bureau 

"Due  to  the  efforts  of  the  acting  collector  of  customs  and 
the  supervisor  of  port  congestion  to  carry  into  effect  the  recom- 
mendations of  the  American  Commission  to  Cuba  in  this  matter, 
general  optimism  is  felt  regarding  the  harbor  congestion,"  said 
a  cablegram,  dated  January  19,  received  by  the  Department  of 
Commerce.  "Insurance  companies  are  a  little  uneasy  because 
of  the  possibility  of  claims  arising  from  the  public  sale  of  mer- 
chandise not  accepted  by  the  consignees  within  the  time  specified 
by  the  customs  authorities.  Under  date  of  January  10  this  sale 
was  ordered  by  the  acting  collector  of  customs  to  be  made 
promptly  in  accordance  with  the  Cuban  law." 

The  cablegram  stated  that  there  were  78  vessels  in  Havana 
harbor,  as  compared  with  81  the  preceding  week;  that  455,600 
packages  were  dispatched  in  the  last  week,  as  compared  with 
389,500  the  week  previous,  and  that  clearance  of  general  wharves 
was  actively  going  forward.  Sufficient  trucks  to  move  the  mer- 
chandise, however,  are  lacking.  The  report  stated  that  action 
will  be  taken  immediately  to  return  to  merchants  money  esti- 
mated at  $1,000,000  remaining  in  the  treasury  from  orerdeposits 
made  to  guarantee  duties. 

Steps  that  were  being  taken  to  relieve  the  congestion  at  the 
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purl  oi  Havana,  Cuba,  were  outlined  in  a  cablegram  received 
by  the  Department  of  Commerce.  On  January  13,  it  was  stated, 
i  here  were  81  American  vessels  In  the  harbor  and  that  389,500 

iv;iges  were  dispatched  the  preceding  week,  as  compared 
with  288,745  the  previous  week. 

"The  special  supervisor  of  the  harbor  states,"  the  cablegram 
sniil.  "that  merchandise  not  accepted  by  consignee  is  being  trans- 
ferred to  storage  by  mule  teams  and  motor  trucks.  There  are 
already  five  private  warehouses  bonded  and  17  In  the  process 
of  bonding.  If  the  payment  of  customs  duties  can  be  guar- 
anii-od,  all  merchandise  may  be  dispatched  according  to  a  presi- 
dential decree  of  January  10;  also  shipments  may  be  removed 
i  rum  the  custom  house  before  being  inspected,  provided  one  or 
two  packages  designated  by  the  Inspector  are  left  as  a  basis 
for  valuation  and  assessment  of  customs  duties.  It  is  stated 
by  the  special  supervisor  that  when  the  government  wharf  is 
cleared,  merchandise  which  the  consignee  has  declared  for 
dispatch,  and  which  has  remained  for  three  months  or  less  time 
(in  the  case  of  perishable  goods)  in  the  custom  house,  will  be 
sold.  The  authorities  are  endeavoring  to  have  unloaded  numer- 
ous cars  of  merchandise  which  were  brought  by  car  ferry  from 
Kry  West  and  which  have  been  held  for  some  time.  This  will 
make  available  much-needed  rolling  stock,  and  will,  moreover, 
assist  in  clearing  railway  yards." 


SHIPPING  BOARD  PROCEDURE 

The  Traffic  World   Washington  Bureau 

A  definite  step  toward  putting  the  administrative  work  of 
Uie  Shipping  Board  on  an  orderly  basis  was  taken  January  26 
when  the  Board  adopted  a  resolution  offered  by  Commissioner 
Teal,  directing  the  chief  counsel  to  prepare  rules  of  practice 
and  procedure  before  the  Board.  The  resolution  was  offered 
January  22  and  debated  somewhat  then,  especially  in  the  light  of 
complaints  that  had  been  made  by  persons  Interested  that  they 
had  not  been  advised  either  that  the  Board  was  thinking  of 
dealing  with  the  subject  or  that  it  would  hear  those  who  might 
have  opinions  to  express  on  it. 

In  support  of  the  proposition  that  the  Board  should  have  a 
more  orderly  way  of  conducting  its  business,  it  was  pointed  out 
that  a  good  way  to  conduct  the  business  of  the  Board  would  be 
to  have  a  docket  established  so  that  all  documents,  testimony 
or  orders  on  the  subject  might  be  found  therein  by  any  one  in- 
terested at  any  stage  of  the  proceedings,  or  at  any  time  after 
the  matter  was  closed.  It  was  further  represented  that  there 
should  be  adequate  notices  of  hearings  on  subjects  on  which 
there  might  be  differences  of  opinion  to  the  end  that  the  Board, 
when  it  came  to  act,  would  have  a  record  of  the  views  of  those 
who  might  be  expected  to  have  expert  knowledge.  The  keeping 
of  such  a  docket  would  enable  the  secretary  of  the  Board  to 
advise  inquirers  as  to  what  had  been  done  and,  if  a  time  were 
set,  when  hearings  would  be  held. 

While  there  is  nothing  official  on  the  subject,  it  is  believed 
the  complaints  arising  out  of  the  hearing  on  the  question  of  the 
relationship  of  rates  on  corn  and  corn  products  had  a  good  deal 
to  do  with  the  Board's  resolution  to  put  its  work  on  a  more 
orderly  base.  While  the  fact  that  that  hearing  was  to  be  held 
was  circulated,  there  was  no  clear  definition  of  the  issue  to  be 
debated,  nor  was  there  space  enough  in  the  room  for  those  who 
desired  to  be  heard.  There  was  no  regular  way  to  proceed, 
either.  Delegations  of  interested  persons  were  present  and  the 
chairman  of  each  indicated  the  persons  to  be  heard,  without 
any  understanding  as  to  how  much  time  would  be  needed  to  hear 
all,  and  a  proper  apportionment  of  the  time  between  the  con- 
flicting interests,  should  it  develop  that  there  were  conflicts. 


PARCEL   POST  TO   LATVIA 

Beginning  at  once,  parcel  post  packages,  ordinary  and  regis- 
tered, up  to  a  weight  limit  of  22  pounds,  will  be  accepted  for 
despatch  to  Latvia  at  the  postage  rate  of  12  cents  a  pound  or 
fraction  of  a  pound,  the  Post  Office  Department  announces. 
Packages  will  be  despatched  to  New  York  for  onward  trans- 
mission to  destination.  Packages  mailed  in  Latvia  which  cannot 
be  delivered  or  are  refused  will  be  returned  to  New  York  at  the 
expiration  of  30  days  from  date  of  their  receipt  at  the  post 
offices  of  destination,  for  return  to  the  post  office  of  origin. 


HARDWOOD  SHIPPERS  AND  MERCHANT  MARINE  ACT 

Members  of  the  Southern  Hardwood  Traffic  Association,  to 
the  number  of  300,  held  a  meeting  in  Memphis,  January  20,  at 
which  Commissioner  Charles  Sutler,  of  the  Shipping  Board,  was 
present  A  resolution  was  adopted  commending  the  Shipping 
Board  for  its  efforts  in  developing  port  facilities  and  urging 
that  the  forest  products  shipping  interests  of  the  Mississippi 
Valley  use  American  bottoms  for  shipping  their  products  so  far 
as  possible. 


Published  at  noon  every  business  day  in  the  year, 
THE  DAILY  TRAFFIC  WORLD  is  meeting  the  traffic 
needs  of  "big  business." 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


Carrier   Not    Liable  as    Warehouseman   or  Trustee    Unless   Neg- 
ligent: 

(Supreme  Court  of  Colorado.)  A  carrier  having  been  free 
from  negligence,  is  relieved  of  any  liability  as  warehouseman 
or  trustee  for  burning  of  goods  shipped. — Denver  &  R.  G.  R.  Co. 
vs.  Johnson  et  al.,  193  Pacific  Rept.  729. 

Where  one  car  was  unloaded  by  the  carrier  and  the  goods 
placed  in  a  warehouse  and  another  car  was  placed  for  unloading 
and  a  portion  of  the  shipment  removed  by  the  consignee,  who 
signed  receipts  for  both  cars,  there  was  a  delivery,  relieving 
the  carrier  from  liability  for  the  subsequent  destruction  of  the 
shipments  by  fire. — Ibid. 

TRANSPORTATION   AND   DELIVERY   BY  CARRIER 
Evidence: 

(Supreme  Court,  Appellate  Term,  First  Dept.)  In  an  action 
against  a  carrier  for  non-delivery  of  a  shipment,  evidence  held 
insufficient  to  sustain  a  judgment  for  defendant.— Epstein  vs. 
American  Ry.  Express  Co.,  185  N.  Y.  Supp.  94. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporter!  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF   COMMON    CARRIERS 
Jurisdiction  of  State  Courts: 

(Supreme  Court  of  Minnesota.)  The  state  courts  have  juris- 
diction to  construe  a  tariff  filed  with  the  Interstate  Commerce 
Commission,  even  though  it  has  not  been  officially  construed  by 
the  Commission. — Merchants'  Elevator  Co.  vs.  Great  Northern 
Ry.  Co.  et  al.,  180  N.  W.  Kept.  105. 
Reconsignment  Charge  on  Grain  Held  for  Inspection: 

Under  the  applicable  tariffs,  defendants  were  not  entitled 
to  exact  a  reconsignment  charge  on  shipments  of  grain  held  in 
cars  on  track  at  billed  destination  for  inspection  and  disposition 
orders  incident  to  such  inspection,  and  after  inspection  recon- 
slgned  to  another  station. — Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and   Digests  of  National   Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul.  Minn. 
Copyright  by  West  Publishing  Co.) 


Prepaid  Freight  Charges  for  Lost  Goods: 

(Supreme  Court,  Appellate  Div.,  First  Dept.)  In  an  action 
for  prepaid  freight  on  destruction  of  goods  during  transportation, 
where  bill  of  lading  did  not  give  carrier  right  to  retain  freight  on 
destruction  of  goods,  another  agreement  than  that  contained  in 
the  bill  of  lading,  that  carrier  might  retain  freight  in  such  case, 
was  no  defense,  in  absence  of  allegation  that  such  provision  was 
omitted  from  the  bill  of  lading  by  mistake  or  fraud,  or  that  the 
bill  of  lading  was  issued  without  authority. — Dorfl  vs.  Taya  et 
al.,  185  N.  Y.  Supp.  174. 

Prepaid  freight,  in  the  absence  of  an  agreement  to  the  con- 
trary, must  be  returned  to  the  shipper,  if  the  goods  do  not  arrive. 
— IWd. 
Evidence: 

The  "bill  of  lading"  is  not  a  mere  receipt  for  goods  shipped, 
but  is  also  the  contract  under  which  they  are  shipped,  and  the 
terms  thereof  cannot  be  varied  by  extrinsic  evidence  of  another 
prior  contract  In  relation  thereto.- — Ibid. 

If  there  is  no  provision  in  bill  of  lading  giving  carrier  right 
to  retain  prepaid  freight  on  destruction  of  goods  during  trans- 
portation, its  absence  cannot  be  supplied  by  evidence  of  prior 
negotiations. — Ibid. 
Actions — Governed  by  Law  of  Place  Where  Brought: 

Matters  respecting  the  remedy,  such  as  bringing  salts,  ad 
missibllity  of  evidence,  statute  of  limitations,  depend  on  the  law 
of  the  place  where  the  suit  is  brought — Ibid. 
Assignments: 

In  action   against  carrier  for  prepaid  freight,  on  carrier's 
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failure  to  deliver  because  of  destruction  of  goods,  that  shipper- 
had  received  insurance  for  loss  of  the  goods,  and  had  ass 
claims  against  carrier  to  insurer,  was  no  defense,  where  insurer 
had  assigned  claim  to  plaintiff. — Ibid. 

That  there  has  been  a  mesne  assignment  of  a  cause  of  actn 
is   not  a  defense,   if  the   compalint   alleged  assignment   by  the 
mesne  assignee  to  the  plaintiff  prior  to  the  commencement  of 
the  action. — Ibid. 
Limitations  of  Actions: 

A  plea  of  the  statute  of  limitations  of  the  court  where  the 
contract  is  made  is  no  bar  to  a  suit  brought  in  a  foreign  tribunal, 
the  lex  fori  governing  all  questions  arising  under  such  statute.— 
Ibid. 

It  is  competent  for  parties  to  a  contract  to  establish  a  shorter 
or  different  limitation  to  the  right  of  action  thereunder  than 
that  given  by  statute,  in  which  event  the  intent  must  clearly 
appear  from  the  contract  itself.— Ibid. 

Provision  of  bill  of  lading  that  "this  contract  shall  be  gov- 
erned by  the  laws  of  the  flag  of  the  vessel  carrying  the  goods" 
held  not  to  substitute  for  the  statute  of  limitations  of  the  place 
where  action  is  brought  the  statutes  of  the  country  under  the 
flag  of  which  the  ship  sailed.— Ibid. 


Personal  Notes 


Charles  A.  Anderson  has  been  elected  president  of  the  Traffic 
Club  of  New  England,  after  having  served  as  secretary-treasurer 

through  seven  consecutive 
administrations,  thus  help- 
ing to  weather  the  storm 
of  government  operation 
of  railroads  to  which  or- 
ganizations of  this  kind 
were  subjected.  Mr.  An- 
derson is  not  of  New  Eng- 
land birth,  but  an  adopted 
son,  being  a  native  of 
Pittsburgh,  Pa.  He  began 
his  transportation  career 
in  Boston  as  a  passenger 
clerk  with  the  New  York 
&  New  England  Railroad, 
now  a  part  of  the  New 
Haven  system,  in  Septem- 
ber, 1886,  and  eight  years 
later  became  interested  in 
a  personally  conducted 
transcontinental  tourist 
business  operated  by  the 
Chicago  &  Alton  Railroad. 
In  1902  a  consolidated 
freight  feature  was  added 
and  jointly  operated  for 

several  years,  when  the  infant  industry  outgrew  its  partner, 
which  was  divorced,  and  from  this  estrangement  developed  the 
Judson  Freight  Forwarding  Company,  for  which  Mr.  Anderson 
serves  in  the  capacity  of  general  agent,  with  Boston  headquar- 
ters. In  1919  and  1920  he  served  on  the  executive  board  of  the 
Railroad  and  Steamboat  Agents'  Association,  having  been  a 
member  of  that  organization  for  about  twenty-five  years,  and 
he  is  also  affiliated  with  the  Boston  Chamber  of  Commerce  and 
Boston  Maritime  Association. 


D.  W.  Vaughan,  Jr.,  has  been  appointed  western  traffic  agent 
for  the  Central  of  Georgia  at  Chicago. 

W.  E.  Olson,  former  traffic  director  of  the  Greater  Waterloo 
Association,  has  been  appointed  traffic  manager  of  the  Civic  and 
Commerce  Association,  Mankato,  Minn. 

The  Lehigh  Valley  Railroad  Company  has  announced  the 
appointment  of  S.  W.  Gafner  as  division  passenger  agent  at 
Buffalo,  vice  D.  F.  Lindsley,  who  has  been  appointed  general 
western  passenger  agent  for  the  same  road,  at  Chicago. 

E.  J.  Bel'anger  has  been  appointed  traveling  agent,  at  Chi- 
cago, for  the  New  York  Despatch  Refrigerator  Line,  the  National 
Despatch   Refrigerator  Line,   and    the   Chicago,   New   York   and 
Boston  Refrigerator  Company. 

Fred  A.  Davis,  formerly  comptroller  of  the  New  York  Dock 
Company  and  the  New  York  Dock  Railway,  has  been  appointed 
eastern  manager  of  the  Roberts-Pettijohn-Wood  Corporation,  at 
Washington. 

The  Southern  Railway  System  has  announced  the  appoint- 
ment of  J.  S.  Ramspacher  as  district  freight  agent  at  Philadelphia. 

RESIGNATION    FROM   SHIPPING    BOARD  % 

With  an  official  announcement  at  the  White  House,  Janu- 

24,  of  the  receipt  of  the  resignation  of  Chester  Rowell,  of 

sno,  Calif.,  as  a  member  of  the  United  States  Shipping  Board, 

Rowell  retired  as  a  commissioner  to  accept  an  appointment 


on  the  railroad  commission  of  California.  Mr.  Rowell  was  serv- 
ing on  the  Shipping  Board  under  a  recess  appointment  by  Presi- 
dent Wilson.  He  assumed  office  December  1,  1920.  His  name 
was  sent  to  the  Senate  with  those  of  the  other  members  of  the 
board  on  December  6,  but  no  action  has  been  taken  on  the  nomi- 
nations, and  unless  there  is  an  eleventh-hour  change  in  the  po- 
sition of  the  Republicans  there  will  be  no  confirmation  of  any 
of  the  members  of  the  board  at  the  present  session  of  Congress. 
Mr.  Rowell  announced  several  weeks  ago  that  he  would  retire 
from  the  board. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  fourteenth  annual  dinner  of  the  Traffic  Club  of  New 
York  will  be  held  at  the  Waldorf-Astoria,  February  21. 

The  Traffic  Club  of  New  England  will  hold  its  tenth  annual 
banquet  at  the  Copley-Plaza,  Boston,  February  10. 

The  subject  of  the  "get  together"  traffic  discussion  at  the 
Chicago  Traffic  Club  the  evening  of  Jan.  26  was  car  spotting, 
car  load,  less  car  load,  and  express.  The  leaders  of  the  discus- 
sion were:  C.  T.  Bradford,  of  the  International  Harvester  Com- 
pany; J.  J.  Wait,  of  Hibbard,  Spencer,  Bartlett  &  Company;  J. 
H.  Lawhead,  local  freight  agent  of  the  C.  R.  I.  &  P.;  E.  0. 
Burton,  agent,  Chicago  Junction  Railway  Company,  and  E.  H. 
Stevens,  of  the  American  Railway  Express  Company. 


FROM  RAILROADS  TO  MOVIES 

The  forthcoming  presentation  of  George  Loane  Tucker's  first 
production  since  "The  Miracle  Man,"  a  photoplay  entitled 
"Ladies  Must  Live,"  calls  forth  a  press  agent's  biological  sketch 
in  which  Mr.  Tucker  is  discussed  as  a  former  railroad  man. 

"On  leaving  college,"  says  the  sketch,  he  went  into  the  rail- 
road business.     At  nineteen  he  was  the  youngest  rate  clerk  in    i 
the  great  railroad  center  of  Chicago. 

"One  of  Chicago's  most  influential  traffic  managers  became    j 
interested  in  young  Tucker  and  planned  to  make  of  him  a  well    j 
rounded  railroad  official.     Tucker  was  advanced  from  position  to 
position  until,  at  the  age  of  twenty-two,  he  became  chief  clerk 
of  the  traffic  department,  having  entire  charge  of  the  general 
freight   service   of  one   of   the   big   western   railroads.     At  this    J 
time  he  was  the  youngest  man  in  Chicago  holding  such  a  respon- 
sible railroad  position. 

"In  pursuance  of  his  aim  to  educate  young  Tucker  for  his    < 
future  place  as  a  great  railroad  official,  Tucker's  superior  made    j 
him  contracting  freight  agent.     Owing  to  the  keen  competition    | 
between  railroads  for  business  at  that  time  the  position  of  con- 
tracting freight  agent  was  one  of  decided  importance. 

"Just  when  young  Tucker  seemed  destined  for  a  promising    j 
railroad  career  a  tragic   episode   in  his   personal  life  occurred. 
His    young    wife,    whom    he    worshipped,    died.     The    tragedy    | 
affected   Mr.  Tucker  deeply.     Despondent  and  disheartened,  on 
the  advice  of  his  doctor  and  friends,  he  left  Chicago  for  a  pro- 
tracted vacation.     He  never  returned  to  the  railroad  business. 
Old  theatrical  friends  of  his   father  and  mother  made  a  place 
for  him  on  the  stage. 


BLAIR  TALKS  TO  TRAFFIC  CLUB 

(From    the   address  of  George   A.    Blair,   traffic  manager  of  Wilson    & 

Company,    Chicago,   at   the   banquet   of  the   Transportation 

Club  of  Decatur,  January  27.) 

I  am  sure  that  everyone  actually  interested  in  the  buying 
and  selling  of  transportation  is  heartily  in  favor  of  the  private 
operation  of  railroads  and  welcome  their  return  to  their  owners. 
I  have  no  desire  to  criticize  the  Railroad  Administration,  which 
faced  exigencies  and  situations  without  precedent.  Its  work  in 
the  way  of  co-ordination  of  lines,  terminals,  etc.,  in  order  to  se- 
cure efficiency,  was  probably  of  as  high  a  standard,  and  the  re- 
sult as  satisfactory,  as  could  have  been  secured  by  any  other 
body.  The  abuse  of  power,  if  a,ny,  was  the  outgrowth  of  condi- 
tions. Since  the  return  to  private  ownership,  there  are  many  of 
these  methods  which  have  remained  in  effect,  and  the  return  to 
pre-war  conditions,  if  such  return  is  to  occur  both  in  fact  and 
principle,  will  have  to  be  gradual. 

From  the  standpoint  of  the  shipper  and  from  an  economic 
standpoint  on  the  part  of  the  railroads,  and  especially  taking  the 
investor  into  consideration,  there  were  some  things  done  by  the 
administration  which  might  profitably  be  continued  by  the  rail- 
roads under  private  ownership.  For  instance,  the  joint  use  of 
terminals,  an  exchange  of  running  rights  over  tracks  between 
common  points,  resulting  in  double  instead  of  single  track  opera- 
tions and  passenger  schedules  arranged  to  serve  the  public  to 
the  best  advantage,  and  not  with  the  competitive  feature  alto- 
gether in  mind.  Some  of  the  less  desirable  restrictions,  how- 
ever, are  still  In  effect,  and  there  seems  to  be  no  desire  on  the 
part  of  a  few  railroad  officials  1,o  return  to  normal  conditions. 
They  do  not  know  the  war  is  over. 

It  has  been  my  observation  from  a  position  of  vantage,  hav- 
ing been  on  both  sides  of  the  question,  that  shippers  generally 
have  been  in  favor  of  all  legislation  and  administration  which 
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«ill  permit  the  railroads  to  earn  sufficient  revenue  to  Insure  a 
satisfactory  return  on  investment,  and  they  have  from  time  to 
time  acquiesced  in  rate  advances  which  have  really  imposed  a 
hardship  and  certainly  contributed  to  the  high  cost  of  living, 
which  lias  been  the  burning  question  of  the  last  year  or  two. 
This  willingness  to  absorb  costs  has  led  some  officials  to  the  be- 
lief that  there  is  no  limit  to  which  these  charges  can  be  1m- 
<i;  hut  there  is  a  limit  based  on  business  conditions  to  which 
industrial  concerns  can  operate  profitably,  and  that  limit  must 
be  considered  in  rate  adjustments  instead  of  Imposing  rates 
which  traffic  cannot  bear. 

It  has  been  suggested  by  many  that  instead  of  pyramiding 
freight  charges,  the  transportation  companies  reduce  their 
operating  expenses  and  endeavor  to  increase  their  tonnage  by 
making  rates  which  will  encourage  the  movement  of  freight.  If 
every  requirement  of  a  transportation  company  is  passed  to  the 
producer  and  consumer,  we  will  soon  reach  a  point  where  the 
charges  cannot  be  absorbed  and,  instead  of  railroad  companies 
receiving  increased  revenues,  it  will  be  decreased  movement  and 
decreased  revenue.  It  must  be  taken  into  consideration  that 
communities  have  been  built  up  through  the  development  of 
their  manufacturing,  agricultural,  and  jobbing  industries.  Some 
of  these  manufacturing  concerns  were  originally  located  either 
on  account  of  being  near  to  the  supply  of  fuel  or  raw  material, 
or  for  favorable  distributing  conditions.  Trade,  for  many  years, 
has  possibly  depended  on  their  freight  rates  and  ability  to  com- 
pete with  other  localities,  and  a  continued  upward  rate  adjust- 
ment will  have  a  tendency  to  curtail  such  movement,  resulting 
in  the  localization  of  industries.  It  is  fortunate  that  both  the 
railroads  and  shippers  recognize  this  state  of  affairs  and  that  an 
effort  is  being  made  to  bring  about  the  proper  understanding. 
Under  the  transportation  act,  the  Interstate  Commerce  Com- 
mission is  given  added  power  and  authority,  and  in  addition  to 
the  supervision  which  it  is  exercising  both  on  behalf  of  the  rail- 
roads and  shippers,  it  is  pleasing  to  note  that  it  is  in  sympathy 
wth  the  efforts  being  made  by  both  parties  to  get  together.  The 
American  Railway  Association,  through  its  various  committees, 
is  co-operating  with  the  officially  recognized  organization  of  the 
National  Industrial  Traffic  League,  and  much  good  has  been 
accomplished  through  the  conferences  that  have  been  held  within 
the  past  few  months.  This  work  has  recently  been  extended  in 
some  of  the  larger  cities  by  the  organization  of  shippers'  con- 
ference committees  co-operating  with  the  railroads,  and  there 
should  be  no  reason  why  all  matters  in  dispute  should  not  be 
ironed  out  satisfactorily. 


KOONTZ  TALKS  TO  TRAFFIC  MEN 

(Address  delivered  by  J.  R.  Koontz.  assistant  freight  traffic  man- 
Uer,  Atchison,  Topeka  &  Santa  Fe  Railway  Company,  at  thte  dinner 
of  the  Traffic  Club  of  St.  Louis,  January  20.) 

Transportation  is  a  profession  which,  in  the  past,  has  been 
supported  by  a  number  of  classified  departments,  the  principal 
of  which  are  operation,  traffic,  accounting  and  financial.  In 
times  past  the  rivalry  as  between  the  four  departments  of  our 
profession  has  not,  in  the  judgment  of  many,  operated  in  the 
direction  of  a  proper  functioning  in  so  far  as  affecting  the  public. 
We  have  all  had  our  lesson,  but  the  one  which  has  left  the 
deepest  impress  is  that  which  we  learned  in  the  school  of  com- 
plete federal  control  and  operation.  During  that,  period  (and  the 
fault  is  not  chargeable  to  the  administration,  possibly  not  charge- 
able to  anything  but  a  chain  of  circumstances)  the  traffic  founda- 
tion of  transportation  was  decidedly  shattered.  An  effort  was 
put  forth  to  meet  up  with  the  expectations  of  the  public,  but  the 
channel  as  employed  was  not  the  channel  of  the  past.  As  a 
result  the  accomplishment  was  in  no  sense  satisfactory  to  the 
lessee  of  the  railroad  properties,  the  United  States  Railroad 
Administration,  nor  to  the  public  itself. 

Today  we  are  back  in  support  of  our  profession.  There  is 
a  better  understanding  as  between  the  four  co-ordinate  parts 
of  transportation  than  ever  before  in  its  history,  and  the  supreme 
effort  is  in  the  direction  of  making  that  which  is  so  necessary 
to  the  industrial  growth  and  development  of  our  country  a  suc- 
cess. The  interests  of  the  public  are  being  studied,  deductions 
made  from  such  study,  and  intelligent  and  honest  effort  put 
forth  to  apply  the  results  of  such  deductions  to  the  handling 
Hi  transportation  in  the  direction  of  rendering  that  which  it  is 
called  upon  to  render,  service. 

I  believe  that  every  person  who  has  to  do  with  transporta- 
tion can  endorse  the  thought  that  the  responsible  units  of  trans- 
portation are  moving  in  the  right  direction.  We  have  as  yet  a 
long  way  to  go  before  we  can  safely  say  that  the  machine  is  in 
perfect  running  order. 

Never-ending  propaganda  is  at  work  in  the  direction  of  se- 
curing  complete  co-operation  as  between  the  railroads  and  the 
public.  We  have  been  assured  of  the  support  of  the  industrial 
traffic  managers  of  the  country;  and  to  their  credit  we  must,  as 
railroad  traffic  men,  say  that  they  have  at  all  times,  during  the 
troublesome  periods  of  the  past  three  or  four  years,  manifested 
a  keen  desire  to  see  that  the  operation  of  the  railroads  was  put 
upon  a  substantial,  workable  basis. 

As  evidenced  by  the  1920  transportation  act,  we  have  been 


assured  of  the  support  of  the  country  through  Congress.  We 
have  been  assured  of  the  support  of  one  of  the  greatest  regula- 
tory bodies  In  the  world,  the  Interstate  Commerce  Commission. 
We  have  noticed  a  reasonable  support  from  some  of  the  forty- 
seven  state  regulatory  bodies,  but  we  are  nevertheless  passing 
through  a  critical  period,  one  which  requires  the  most  careful 
thought  upon  the  part  of  every  thinking  individual. 

We  find  a  number  of  consequential  industrial  properties  en- 
countering economic  distress.  We  find  that  those  who  have 
their  moneys  invested  In  such  properties  are  making  Inquiries 
for  the  purpose  of  finding  out  Just  what  particular  unit  In  their 
operation  is  not  properly  functioning,  and  there  Is  slightly 
noticeable  the  tendency  to  affirm  that  one  of  the  factors  is  the 
carrying  charges  on  their  raw  materials  and  finished  products. 

When  this  is  encountered  and  presented  for  consideration, 
it  requires,  and  will  continue  to  do  so,  a  very  careful,  analytical 
study  upon  the  part  of  those  who  have  to  do  with  this  particular 
phase  of  the  transportation  problem.  I  do  not  contend  but  that 
we  will  discover  in  the  course  of  such  a  study  a  number  of 
adjustments,  which  might  be  subject  to  modification  in  the  in- 
terest of  production  and  continued  revenue;  but  the  effect  of 
such  consideration  must  be  carefully  disposed  of,  if,  as  a  result, 
it  means  that  a  number  of  allied  adjustments,  where  the  condi- 
tions are  in  no  sense  similar,  are  to  be  involved.  It  goes  without 
saying  that  if  the  carriers  fail  to  receive  revenue  from  a  sub- 
stantial tonnage  heretofore  existing,  which  has  disappeared,  a 
study  of  the  conditions  might  warrant  a  presentation  justifying 
a  decision  from  the  executive  authorities  of  the  carriers,  sup- 
ported by  a  decision  of  the  Commission,  authorizing  a  revision 
to  an  extent  which  will  permit  a  revival  of  the  production  ad- 
versely affected;  but  a  responsibility  is  imposed,  which  will  have 
to  rest  equally  upon  the  shoulders  of  the  public  and  the  car- 
riers, to  see  that  the  executives  and  the  Commission,  if  they  be 
involved,  are  properly  and  duly  advised  as  to  the  anticipated 
consequences  of  the  proposed  readjustment. 

I  would  not  attempt  to  take  up  the  time  of  the  gentlemen 
here  in  discussing  this  intricate  and  somewhat  economic  phase 
of  transportation,  i.  e.,  the  question  of  proper  charges,  how  to 
maintain  them  and  at  the  same  time  continue,  in  so  far  as  the 
charges  are  a  factor,  a  healthy  industrial  development.  The 
question  is  manifestly  of  such  grave  moment  that  I  am  quite 
certain  that  I  can  leave  it  as  one  of  the  issues  before  us,  which 
must  be  disposed  of  with  due  regard  to  the  rights  of  both  the 
public  and  the  carriers  if  a  proper  industrial  development  is  to 
be  continued. 

My  belief  is  that  the  traffic  profession,  railroad  and  indus- 
trial, will  have  to  come  in  very  close  personal  contact  on  the 
above  and  similarly  related  questions  in  order  that  we  can 
properly  steer  the  machine  in  the  right  direction. 

I  incline  very  strongly  to  the  view  that  propaganda  through 
the  pamphlet  form,  involving  all  forms  of  development,  disposi- 
tion of  economic  questions,  etc.,  serves  a  purpose;  but  you,  as 
busy  business  men,  know  that  not  one  out  of  a  dozen  pamphlets, 
however  well  written  or  however  nation-wide  may  be  the  reputa- 
tion of  the  author  thereof,  is  carefully  read,  and  of  the  eleven 
out  of  the  twelve  pamphlets,  I  believe  I  am  safe  in  saying  that 
they  but  add  to  the  supply  of  waste  paper  which  accumulates 
each  day  in  a  business  establishment. 

I  have  heard  it  said  that  it  would  require  many  cars  in  the 
course  of  a  year  to  move  this  form  of  propaganda  from  origin 
to  destination.  I  have  heard  it  said  that  the  cost  in  dollars  ap- 
proximates, for  a  single  busy  propaganda  year,  well  into  the 
millions,  all  of  which  leads  me  in  the  direction  of  advocating 
something  which  is  in  no  sense  original,  and  that  is  trying  to 
meet  the  many  issues  of  the  hour  and  of  the  day  through  the 
medium  of  personal  contact. 

I  do  not  for  a  single  moment  (and  I  desire  to  make  myself 
perfectly  clear  at  this  time)  condemn  the  efforts  of  those  who 
are  trying  to  bring  the  issues  of  the  day  before  the  public 
through  the  medium  of  the  pamphlet  route,  nor  do  I  condemn 
in  any  sense  the  efforts  of  the  busy  man  to  conduct  his  negotia- 
tions, in  so  far  as  a  public  issue  is  concerned,  through  the 
medium  of  a  second  or  a  third  party,  or  the  postage  stamp  route, 
nor  through  the  medium  of  the  favorite  channel,  the  desk  'phone. 
These  are  all  recognized  instrumentalities  which  have  come  to 
stay;  but  I  do  say  that  if  we  could  make  it  a  point  to  meet  up 
once  in  every  twenty-four  hours  with  a  personal  unit  that  would 
be  of  value,  and  either  absorb  the  views  of  that  unit  or  transmit 
our  own,  in  the  course  of  the  three  hundred  working  days  of 
the  year,  if  multiplied  by  the  active  business  thinking  forces  of 
the  country,  it  would  bring  about  a  result  that  no  other  possible 
effort  and  all  of  the  money  which  has  been  spent  on  pamphlets 
for  a  period  of  ten  years  could  command. 

There  never  was  a  time  in  the  history  of  our  country  when 
it  was  so  necessary  to  create  and  bring  about  a  proper  business 
stimulus  as  in  the  period  in  which  we  are  now  working.  Why 
are  we  confronted  with  such  a  condition  at  this  particular 
period?  We  are  but  two  years  away  from  the  greatest  upheaval 
in  the  history  of  man.  We  have  been  told  that  It  took  twenty- 
seven  years  to  work  away  from  the  depressing  effects  of  the 
Napoleonic  Wars.  We  have  been  told  that  It  took  seventeen 
years  to  work  away  from  the  effects  of  the  Civil  War,  and  yet 
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scarcely  two  years  have  passed  over  our  heads,  and  we  are  at- 
tempting to  bring  about  a  readjustment  which  many  economic 
writers  and  thinkers  have  said  could  and  should  not  be  accom- 
plished in  much  less  than  a  quarter  of  a  century. 

It  is  a  period  in  which  the  debt  of  mankind  was  increased  to 
over  a  hundred  billions  of  dollars,  our  nation's  end  of 
twenty-seven  billions  of  dollars;  and  yet,  some  one,  somewhere 
started  the  idea  that  the  readjustment  should  be  accomp  ished 
by  the  present  generation,  and  the  same  idea,  only  on  a  lesser 
scale  has  suddenly  possessed  every  purchaser  in  the  country 
to  join  the  unorganized  so-called  nation-wide  consumers  strike. 

Two  years  or  more  ago  scarcely  anyone  gave  thought  to 
the  morrow.  The  earnings  of  the  day  were  anticipated  and 
spent  before  the  day's  work  was  done.  As  to  just  what  portion 
of  the  total  amount  was  saved  from  this  period  of  debauchery 
no  statistician  has  as  yet  revealed  the  figures;  but  it  is  safe  to 
assume  that  there  is  a  base  for  the  so-called  consumers'  strike. 

I  would  not,  nor  do  I  intend  to  defend  the  prices  which  may 
have  been  improper,  nor  do  I  for  a  moment  care  to  enter  into 
any  phase  of  so-called  profiteerism;  but  there  is  a  side  of  this 
which  I  feel  it  is  very  proper  to  bring  to  your  attention,  and 
through  you  to  the  attention  of  others,  employing,  as  I  do,  the 
suggested  personal  contact  channel. 

You  have  passed  down  the  streets  of  your  city  and  noticed 
in  the  sales  display  windows  garments  of  all  kinds  marked 
down  from  $20  to  $30.  You  have  noticed  the  overcoats  marked 
from  $100  to  $80,  from  $80  to  $60  and  from  $60  to  $40,  and  over 
your  shoulder  you  have  heard  someone  say,  "Those  fellows  did 
not  start  soon  enough.  I'll  wait  and  get  along  with  what  I 
have."  You,  yourself,  have  shared  the  view  of  your  unknown 
friend. 

If  the  retailer  cannot  sell  his  wares,  it  goes  without  saying 
•hat  he  is  not  going  to  purchase.  If  the  retailer  does  not  pur- 
chase, it  goes  without  saying  that  the  wholesaler  is  not  going 
to  sell.  If  the  wholesaler  does  not  sell,  he  is  not  going  to  pur- 
chase. If  the  wholesaler  does  not  purchase,  the  manufacturer 
is  not  going  to  sell.  If  the  manufacturer  does  not  sell,  he  is  not 
going  to  produce,  and  if  that  follows,  as  it  will,  then  it  means 
the  cessation  of  industrial  activity,  the  closing  of  the  plant  and 
the  letting  out  of  the  employes.  At  this  particular  moment  we 
are  advised  that  there  are  2,800,000  able-bodied  American  men, 
actively  employed  nine  months  ago,  out  of  employment. 

Do  you  think  you  haven't  a  mission  to  perform?  Do  you 
believe  that  you  should  go  to  your  office  in  the  morning,  take  a 
hurried  lunch  and  go  home  at  night  and  not  attempt  to  create 
and  mold  some  sentiment,  which,  if  working  properly,  might 
indicate  to  some  one,  and  in  turn  to  many  others,  that  probably 
we  had  better  work  to  the  end  of  helping  to  bring  about  the  re- 
adjustment not  through  the  channel  of  bankruptcy,  but  through 
the  channel  of  a  gradual  decline,  sharing  a  part  of  the  burden 
all  along  the  line,  and  in  the  end  reaching  the  industrial  harbor 
without  much  wear  and  tear  on  the  ship  which  is  to  carry  us. 

I  like  the  thought  of  optimism.  I  like  to  hear  it  talked  about, 
and,  better  still,  I  like  to  see  it  put  into  practice,  and  this  can 
and  will  be  done  through  the  channel  of  personal  contact  more 
properly,  in  my  judgment,  than  through  any  other  medium  that 
might  be  employed. 

I  would  like  to  leave  a  word  with  the  Industrial  traffic  man- 
ager. During  the  acute  period  of  solicitation  you  have  been 
hosts  and  in  instances  (so  I  have  been  told)  unwelcome  ones 
to  a  number  of  your  railroad  associates  who  were  trying  to 
make  a  living  for  themselves  and  their  families  and  at  the 
same  time  secure  a  portion  of  the  business  which  was  under 
your  control  for  the  lines  which  they  represented.  This  acute 
period  is  again  before  us,  and  you  are  once  more  being  visited 
by  this  same  group  of  intended  friends. 

I  wonder  how  you  are  receiving  them?  Some  six  months 
or  thereabouts  ago  you  said,  "Turn  the  railroads  back.  Let  us 
revert  to  the  old  days  of  active  solicitation,  and  as  a  consequence 
competition,  so  that  we  can  have  service." 

The  roads  are  turned  back,  and  the  men  who  will  visit' you 
or  who  should  visit  you  are  the  men  who  should  bring  to  the 
managerial  forces  of  the  railroads  the  necessity  of  according 
you  and  those  whom  you  represent  that  which  you  desire  and 
pay  for — service. 

Won't  you  please  accept  the  kindly  intended  suggestion  that 
you  bring  the  personal  equation  into  your  dealings  with  your 
well-intended  railroad  associates?  Won't  you  please  see  to  it 
that  the  personal  contact  is  one  of  pleasure  rather  than  dis- 
pleasure? 

I  would  also  like  to  say  a  word  to  such  of  you  in  the  rail- 
road fraternity  who  might  hold  better  positions  than  you  once 
did — in  other  words  you  are  on  the   roster  and   recognized  as 
officials.    Wherein  can  an  improvement  be  had  in  so  far  as  per- 
sonal contact  would  permit  or  suggest?    You  have  followed  the 
career  of  a  railroad  traffic  official  from   the  time   he   emerged 
clerkship  through  the  chief  clerkship  into  the   official 
You  have  noticed  in  instances  a  well-fixed  idea  that  the 
promotion  <ioes  not  carry  with  it  the  obligation  of  looking  after 

man   who  succeeds  to  the  vacated  position.     How  much  it 
d  moan  to  the  entire  railroad  profession  if  a  real  genuine 

«onal  contact  in  the  follow-up  line  should  be  maintained 


I  believe  there  is  a  limitation  beyond  which  one  should  not 
go  I  have  trespassed  upon  your  hospitality  to  an  extent  which 
leads  me  to  believe  that  I  should  say  to  you  that  there  is  much 
in  store  for  the  traffic  profession,  whether  it  be  carrier  or  in- 
dustrial, and  there  is  much  in  store  for  every  person.  The  pos- 
sibilities of  the  future  are  as  great  as  those  which  confronted 
any  period  of  the  past.  The  depression  is  but  that  of  the  mo- 
ment, and  everything  can  and  will  be  accomplished,  if  we  but 
get  away  from  the  thought  that  the  accomplishment  belongs  to 
someone  else  other  than  ourselves.  We  are  a  factor  and  to 
the  extent  that  we  are  a  factor  exertion  is  expected  of  us. 

RELATION   OF   TRANSPORTATION   TO 

BUSINESS  AND  COMMUNITY 

PROGRESS 

(Address   by   L.   F.    Daspit,    traffic   manager   of   the    Shreveport.    La.. 
Chamber  "of  Commerce,   at  the   annual  banquet  of  the   chamber.) 

Transportation  is  a  basic  element  in  the  development  of 
commerce  and  industry.  The  relation  of  the  transportation  cost 
to  other  cost  factors  fixing  prices,  particularly  where  margins  of 
profit  are  close,  may  mean  the  very  life  of  the  enterprise. 

Transportation  problems  grow  more  complex  in  character 
and  constantly  increase  in  number  by  reason  of  this  inter-depend- 
ence as  they  are  co-extensive  with  business  itself. 

A  perception  of  the  direct  influence  of  this  important  factor 
and  a  correct  application  of  the  governing  principles  of  trans- 
portation are  therefore  essential  in  modern  business  to  meet  the 
many  difficulties  as  they  arise. 

The  free  interchange  of  the  commodities  of  one  community 
with  the  products  of  another,  determining  the  volume  of  its  com- 
merce, also  frequently  depend  upon  this  factor.  The  power 
which  fixes  the  toll  for  the  carriage  of  commerce  holds  its  destiny 
in  hand. 

Adequate  transportation  facilities  and  service  at  reasonable 
cost,  exempt  from  undue  discrimination,  are  necessary  for  the 
protection  and  growth  of  the  existing  industries  and  to  promote 
the  commercial  development  of  Shreveport  as  well  as  to  ensure 
its  selection  as  a  site  by  new  and  large  enterprises. 

This  means  a  widening  of  opportunity  for  profitable  invest- 
ment, a  greater  circulation  of  money,  larger  pay  rolls,  increased 
bank  deposits,  added  wealth  for  the  city  and  state  and  a  steady 
forward  march  in  the  path  of  progress. 

The  Chamber  of  Commerce,  with  the  vision  of  a  greater 
Shreveport  constantly  in  view,  has  given  recognition  and  is  deep- 
ly concerned  with  the  transportation  problems  of  Shreveport  for 
not  only  the  direct  benefits  of  its  members,  but  that  of  the  com- 
munity whose  prosperity  is  interwoven. 

Through  the  maintenance  of  a  traffic  department,  whose 
activities  are  as  varied  as  the  many  phases  of  traffic  with  which 
it  deals  and  covers  as  broad  a  field,  every  effort  is  made  to  pro- 
mote the  interests  and  to  combat  that  which  adversely  affects 
the  welfare  of  Shreveport,  keeping  a  vigilant  and  constant  watch 
upon  such  matters  with  this  end  in  view. 

Some  typical  concrete  cases  illustrative  of  the  constructive 
work  being  done  and  the  results  obtained  will  be  of  interest. 
The  financial  returns  in  the  aggregate  are  beyond  computation. 

One  of  the  largest  industries  in  Shreveport  was  enabled  sub- 
stantially to  enlarge  its  market  through  the  establishment  of 
freight  rates  to  points  in  the  west.  This  increase  in  production 
permitted  it  to  maintain  its  profits  in  the  face  of  rising  costs  of 
material  and  labor. 

The  industry  also  desired  to  manufacture,  on  an  extensive 
scale,  an  ingredient  used  in  making  its  present  product  and  to 
dispose  of  the  surplus  over  its  own  requirements.  To  accom- 
plish this,  rates  were  secured  on  both  the  raw  materials  and  new 
product  which  will  permit  meeting  the  competition  of  similar 
plants  located  elsewhere. 

Another  concern  at  Shreveport  has  a  competitor  in  another 
state.  Both  secure  their  supply  of  parts  and  raw  materials  from 
the  same  source.  The  competing  concern  has  for  some  time 
been  endeavoring  to  secure  a  substantial  reduction  in  its  in- 
bound rates.  The  same  reduction  has  been  secured  for  the 
Shreveport  enterprise,  thus  materially  lessening  its  manufactur- 
ing costs  and  widening  its  territory  of  distribution. 

Upon  the  assurance  that  freight  rates  placing  it  upon  a 
parity  with  its  competitors  would  be  secured,  a  certain  concern 
located  at  Shreveport.  The  company  is  now  doing  a  thriving 
business  and  is  enlarging  the  plant.  It  will  shortly  begin  the 
manufacture  of  another  related  line  which  will  add  considerably 
to  the  volume  of  its  business  and  increase  the  production. 

It  may  be  well  to  consider  the  facts  in  a  certain  case  which 
resulted  in  serious  reverses  and  loss: 

A  certain  concern  located  a  plant,  investing  a  very  large  sum 
of  money.  It  gave  no  heed  to  the  existing  rate  adjustment  on 
other  transportation  conditions  until  the  plant  had  been  com- 
pleted and  ready  for  operation.  When  it  endeavored  to  market 
its  product  it  found  that,  because  of  materially  higher  freight 
rates,  it  would  have  to  forego  sales  and  immediate  profits  en- 
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tirely  or  shrink  price«  to  such  an  extent  as  to  bear  a  heavy 
lo.-s  while  it  set  about  to  secure  the  necessary  rates. 

This  it  found  more  difficult  then  anticipated.  One  com- 
I'lirutiim  after  another  developed,  causing  serious  delays,  as  It 
is  impossible  to  provide  for  these  conditions  in  advance  and  each 
n. 'w  proposition  must  have  careful  consideration  on  its  merits. 

In  the  meantime,  business  conditions  changed,  financial 
troubles  ensued  and  in  a  short  time  it  was  brought  to  the  verge  of 
ruin  and  bankruptcy  through  a  lack  of  appreciation  of  the  im- 
portance of  this  factor  initially. 

other  typical  instances  somewhat  broader  in  scope  may  be 
mentioned. 

On  May  1,  1920,  the  order  of  the  Interstate  Commerce  Com- 
mission in  the  Shreveport-Texas  rate  case  would  have  expired, 
and  by  September  1,  1920,  there  was  danger  of  having  to  renew 
this  li^ht.  In  the  latter  part  of  March,  1920,  representations  were 
m:ii|e  which  resulted  in  an  extension  of  the  Commission  order 
for  an  indefinite  period. 

A  large  group  of  industries  forming  the  greatest  present 
factory  addition  to  Shreveport  were  threatened  with  a  disturb- 
ance of  their  rate  adjustment  which  would  also  have  imperiled 
the  service  and  virtually  destroyed  the  work  of  years  through  a 
misunderstanding  by  some  of  its  citizens  of  the  technical  con- 
ditions attached  to  the  present  situation.  This  was  clearly  ex- 
plained to  them  and  their  plan  was  dropped. 

During  the  period  of  congestion,  several  irresponsible  persons 
offered  their  services  to  the  public,  alleging  ability  to  secure 
lavored  movement  of  cars  in  preference  to  those  of  other  ship- 
pers. The  demoralizing  effect  and  annoyance  of  these  people 
\\ere  brought  to  the  attention  of  the  executives  of  the  Shreve- 
pori  lines  and  their  operation  soon  stopped. 

When  the  most  serious  shortage  of  equipment  ever  experi- 

•  d  in  the  country  seemed  imminent,  arrangements  were  per- 

•  d   with  the  executives  of  the  Shreveport  lines  for  a  ter- 
minal operating  committee  in  charge  of  an  agent  of  the  Ameri- 
can Railway  Association,  car  service  section. 

The  plan  not  only  cared  for  the  prompt  release  of  equip- 
ment by  patrons,  but  quick  movement  of  cars  through  terminals 
and  heavier  loading,  so  that  by  more  efficient  use  of  existing 
equipment  the  practical  result  was  equivalent  to  an  increase  in 
i  lie  supply. 

Following  the  return  of  the  railroads  to  private  operation, 
rate  committees  were  created  for  the  purpose  of  dealing  with 
readjustments.  These  organizations  were  not  functioning  prop- 
erly, in  the  opinion  of  many  shippers,  and  by  proposing  radical 
advances  or  changes  in  practices,  also  by  delays  in  considering 
reductions  requested,  were  bringing  on  much  dissatisfaction  and 
irritation.  Representations  of  the  facts  were  made  to  executive 
traffic  officers  of  the  railroads  and  an  understanding  reached  to 
the  satisfaction  of  all  concerned. 

Besides  the  rate  adjustments  and  presentation  of  cases  be- 
fore the  state  commissions  and  the  Interstate  Commerce  Com- 
mission, petitions  for  suspension  of  unjustifiable  increases  in 
rates;  interpretation  of  tariffs;  improvements  in  service;  increase 
in  facilities;  tracing  and  expediting  the  movement  of  freight 
in  cases  of  extreme  delay;  assisting  in  securing  settlement  of 
loss  and  damage  claims,  involving  legal  questions  in  some  in- 
stances; the  department  keeps  members  informed  of  changes  in 
practices  and  rates;  furnishes  advice  on  matters  pertaining  to 
traffic  and  transportation  in  general. 

The  quotation  of  rates  is  steadily  increasing  in  number,  and 
is  of  great  value,  not  only  furnishing  members  with  accurate 
data  as  to  the  lowest  rate  so  as  to  determine  the  correct  charges 
upon  which  to  compute  their  own  costs  and  expenses,  but  to 
take  into  consideration  the  freight  rates  of  their  competitors. 

Because  of  the  new  transportation  act  of  1920,  the  public  has 
a  deep  interest  in  the  economical  and  efficient  management  ot 
the  railroads  at  a  minimum  cost  for  its  benefits  as  well  as  the 
financial  gain  of  the  owners,  in  the  future,  the  administration 
of  this  law  will  be  of  greater  concern  to  Shreveport  in  its  rela- 
tion to  the  civic  and  industrial  progress  of  this  community. 

PARTIAL  PAYMENTS  TO   CARRIERS 

The  Traffic  World  Washington  Bureau 

Representative  Winslow  of  the  House  committee  on  inter- 
state and  foreign  commerce,  January  26,  submitted  to  the  House 
the  majority  report  of  the  committee  urging  passage  of  the  bill 
providing  for  partial  payments  to  carriers  under  sections  204 
and  209  of  the  Transportation  Act. 

A  special  rule  under  which  the  bill  can  be  taken  up  imme- 
diately was  to  be  asked  by  Mr.  Winslow.  In  a  minority  report 
Representative  Sims  of  Tennessee  opposed  passage  of  the  bill, 
nding  the  guaranty  was  a  "gratuity." 

After  reviewing  the  action  of  the  Secretary  of  the  Treas- 
ury in  refusing  to  draw  warrants  on  certificates  issued  by  the 
Commission  and  the  decision  of  the  Supreme  Court  of  the  Dis- 
trict of  Columbia  sustaining  that  position,  Representative  Wins- 
low  said  in  his  report: 

"Regardless  of  the  question  whether  or  not  the  ruling  of  the 
Comptroller  and  the  decision  of  the  Supreme  Court  of  the  Dis- 
trict of  Columbia  are  in  accordance  with  the  terms  of  the  law, 


there  Is  no  question  In  the  minds  of  your  committee  (which 
held  full  hearings  on  the  subject,  at  which  were  heard  repre- 
sentatives of  the  carriers  and  of  the  Interstate  Commerce  Com- 
mission, and  various  individuals  representing  business  Interests) 
that  the  Transportation  Act  should  be  so  amended  an  clearly  to 
authorize  the  Commission  to  make  certificates  in  partial  pay- 
ment. If  the  Commission  definitely  ascertains  that  a  certain 
amount  is  due  under  existing  law,  no  reason  is  apparent  why  the 
payment  of  such  amount  should  be  deferred  until  a  final  set- 
tlement of  all  disputed  items  is  arrived  at. 

"Accordingly  the  bill,  the  passage  of  which  the  committee 
now  recommends,  provides  that  the  Commission,  if  not  at  the 
time  able  finally  to  determine  the  whole  amount  due  under  sec- 
tion 204  or  section  209,  may  make  Its  certificate  for  any  amount 
definitely  ascertained  to  be  due  and  may  thereafter  In  the  same 
manner  make  further  certificates  until  the  whole  amount  due 
has  been  certified.  In  order  to  clarify  the  bookkeeping  processes 
Involved  in  this  payment  the  bill  provides  for  the  allocation, 
among  the  appropriations  already  made  by  these  sections  of  \\\>- 
Transportation  Act,  of  the  partial  payment  warrants  authorized 
by  this  bill. 

"The  bill  also  authorizes  the  Commission  whenever  In  its 
judgment  practicable  to  make  a  reasonable  estimate  of  the  net 
effect  of  any  deferred  debits  and  credits  which  cannot  at  the 
time  he  definitely  determined.  When  agreed  to  by  the  claimant 
such  estimates  may  be  used  as  a  definitely  ascertained  amount 
which  the  Commission  is  authorized  to  certify  for  payment,  but 
such  estimates  so  agreed  upon  are  to  be  binding  In  final  settle- 
ment. The  principal  class  of  cases  covered  by  this  provision  are 
items  for  loss  and  damage  claims  and  overcharge  claims,  which 
it  is  impossible  to  compute  with  exactness  until  the  courts  have 
settled  the  liability  of  the  parties. 

"The  testimony  of  witnesses  before  the  committee  repre- 
sented very  generally  the  railroads,  the  American  Railway  Ex- 
press Company  and  miscellaneous  railway  supply  houses. 

"They  all  emphasized  most  forcibly  the  absolute  need  for 
such  legislation  as  proposed  in  this  bill.  They  made  it  very 
clear  that  not  only  were  their  institutions  unable  to  meet  their 
proper  running  expenses  and  maintenance  charges,  to  say  noth- 
ing of  paying  their  bills  long  overdue,  or  undertaking  to  make 
necessary  repairs  or  to  provide  for  any  development  in  order 
that  they  may  keep  up  with  the  need  for  transportation  facili- 
ties. It  was  testified  generally  that  they  were  unable  either  to 
sell  new  securities  or  to  borrow  money  temporarily  because  of 
the  already  too  great  extension  of  their  Credit  on  account  of 
which  banks  and  other  creditors  are  demanding  payments  which 
the  carriers  are  unable  to  make.  Not  only  is  this  condition 
of  affairs  working  against  their  day  to  day  efficiency,  but  it  is 
also  resulting  in  the  unemployment  of  tens  of  thousands  of 
operatives  who  might,  if  the  government  would  make  them 
payments  on  account,  be  immediately  and  wisely  set  to  work. 

"The  situation  is  so  apparently  unbusinesslike  as  to  demand 
a  correction  of  the  present  government  method  of  paying  its  in- 
debtedness to  the  carriers." 

Representative  Sims  contended  in  his  long  minority  report 
that  Congress  did  not  intend  that  there  should  be  partial  pay- 
ments of  the  guaranty  after  the  expiration  of  the  guaranty 
period. 

"It  appears  from  the  testimony  of  those  representing  the 
carriers  that  they  want  the  money  to  enable  them  to  pay  any 
and  all  kinds  of  demands,  even  for  the  payment  of  dividends," 
said  he. 

"The  reasons  and  arguments  presented  at  the  time  the  trans- 
portation act  was  under  consideration,  for  which  the  six  months' 
guaranty  was  asked,  were  that  the  existing  war-made  rates,  al- 
though to  be  continued,  were  not  sufficient  to  meet  the  necessary 
requirements  of  the  carriers,  prior  to  giving  them  increased 
rates  and  fares,  and  that  it  would  in  all  probability  require  six 
months  to  enable  the  Interstate  Commerce  Commission  to  hold 
necessary  hearings  and  provide  for  such  increased  fares  and 
rates  as  were  authorized  in  the  new  act.  For  this  reason  and 
this  reason  only,  the  guaranty  subsidy  was  authorized  to  begin 
with  private  operation  and  to  continue  for  six  months.  The 
guaranty  subsidy  was  not  based  upon  any  government  service 
to  be  rendered  by  the  carriers  during  the  six  months'  period. 
Being  in  fact  and  in  effect  a  pure  gratuity,  no  legal  or  moral  obli- 
gation exists  that  requires  that  the  transportation  act  should  at 
this  late  date  be  so  amended  as  to  materially  increase  the  burdens 
of  the  taxpayers  in  order  to  relieve  the  carriers  from  paying 
interest  on  borrowed  money  by  thus  hastening  the  payment  of 
an  absolute  gratuity  before  the  Interstate  Commrce  Commission 
can  have  time  to  ascertain  the  amounts  payable  to  each  carrier 
as  provided  by  paragraph  (g)  of  section  209  of  the  transporta- 
tion act.  No  contractual  relation  exists.  The  government  made 
no  offer  of  this  guaranty  as  an  .Inducement  to  the  carriers  to 
resume  operation  of  their  respective  properties. 

"No  property  right  exists  in  favor  of  the  carriers,  as  they 
were  not  required  to  perform  any  service  of  any  character,  or 
make  any  sacrifice,  or  incur  any  expense  in  behalf  of  the  govern- 
ment in  consideration  of  the  guaranty.  This  guaranty  provision 
of  the  transportation  act  can  be  repealed;  and  if  repealed,  no 
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carrier  would  have  any  legal  or  enforceable  cause  of  action 
against  the  government  on  account  of  such  repeal. 

"Now  why  should  the  transportation  act  be  changed  five 
months  after  the  increased  rates  went  into  effect  on  the  26th 
of  August,  1920,  simply  to  enable  the  carriers  to  reach  down 
into  the  empty  treasury  of  the  United  States  and  take  money 
out  of  it  ahead  of  the  time  provided  in  the  original  act  and 
in  contravention  of  the  plain  meaning  and  purpose  of  the  act? 
The  great  generous  tax-paying  public  has  no  paid  agents  and 
attorneys  to  represent  them  before  commissions  and  legislative 
bodies,  and  if  the  elected  and  trusted  representatives  of  the  tax- 
burdened  people,  who  are  members  of  this  House  of  Representa- 
tives, do  not  protect  them  from  the  grasp  of  corporate  avarice 
and  greed,  then  'Radicalism'  and  'Red-flag-ism'  will  grow  and 
increase  with  plutocratic  'dollarism,'  so  self-assertive  at  this 
time. 

"One  of  the  most  potent  arguments  made  in  favor  of  returning 
the  railroads  to  private  operation  was  to  put  an  early  end  to  de- 
ficits in  railway  earnings  that  had  to  be  met  out  of  the  United 
States  Treasury  in  order  to  pay  the  railroads  the  amount  of  the 
standard  return  profits  that  had  to  be  paid  to  them  under  the 
War  Contract  Act 

"During  government  control  rates  had  been  increased  only 
once  by  the  Director-General  and  that  only  twenty-five  per  cent. 
During  war  control  railway  operations  were,  and  had  to  be,  made 
with  no  regard  to  profits  or  losses.  But  with  the  return  of  the 
carriers  to  private  control  on  March  1,  1920,  nobody  dreamed 
that  during  the  six  spring  and  summer  months  that  the  deficit 
could  possibly  equal  for  a  like  period  the  deficit  under  govern- 
ment control.  But  instead  of  realizing  our  hopes  we  find  that 
the  railroads  claim  that  they  have  made  a  deficit  in  six  months 
of  undisturbed  private  control  almost  equalling  the  entire  deficit 
for  the  whole  period  of  government  control,  which  was  for  four 
times  as  long  a  period  and  during  the  highest  operation  costs  that 
ever  confronted  the  country,  with  freight  congestion,  car  serv- 
ice jams,  strikes,  real  and  threatened,  with  the  long  coal  strike 
during  the  same  time,  which  brought  railway  transportation 
almost  to  a  standstill.  During  all  of  which  government  control 
period  the  owners  of  the  carriers  ran  no  risk  and  suffered  no 
loss,  being  paid  out  of  the  United  States  Treasury  a  standard 
return  of  profits  on  their  property  equaling  the  average  of  the 
three  best  years  the  carriers  ever  experienced.  During  govern- 
ment control  no  expenses  of  any  kind  were  incurred  by  the 
carriers.  Let  them  tell  the  tax-paying  public  what  has  gone  with 
all  the  profits  in  the  way  of  standard  returns  received  by  them 
during  the  war  control  period,  that  they  should  now  ask  to 
further  bleed  the  people  to  fill  their  coffers  with  unearned  profits 
during  the  first  six  months  of  undisturbed  private  control. 

"The  government  has  already  paid  during  the  guaranty 
period  to  the  applying  carriers  by  way  of  advances  provided 
under  paragraph  (h)  of  section  209,  the  sum  total  of  $260,431,- 
874.00,  as  shown  by  a  letter  from  the  secretary  of  the  treasury, 
bearing  date  January  13,  1921,  addressed  to  Honorable  John  J. 
Esch,  Chairman  of  the  Committee  on  Interstate  and  Foreign 
Commerce.  This  vast  sum  far  exceeds  the  amount  that  any  mem- 
ber of  the  House  or  Senate  or  anyone  else  supposed  or  believed 
would  have  to  be  paid  the  carriers  to  cover  or  make  good  any 
deficit  that  would  or  could  possibly  be  incurred  during  the 
guaranty  period  under  honest  and  efficient  management.  But 
we  are  now  confronted  with  the  astounding  claim  that  the  de- 
ficit for  the  six  months  exceeds  six  hundred  million  dollars. 
That  such  a  deficit  could  arise  during  six  months  (all  spring 
and  summer  months)  with  no  strikes,  no  floods,  no  fires,  no 
let  up  in  traffic,  is  so  astonishing  as  to  challenge  our  credulity. 
This  sum  is  so  stupendous  that  duty  to  the  public  demands  a 
congressional  investigation  and  report  by  a  committee  of  the 
House  of  Representatives  before  another  dollar  is  paid  on  the 
guaranty  claims  of  the  carriers.  It  is  inconceivable  that  such 
a  sum  could  possibly  accrue  as  a  justifiable  and  unavoidable  de- 
ficit under  the  favorable  conditions  prevailing  from  March  1, 
1920,  to  September  1,  1920." 

The  House  committee  drafted  a  new  bill  to  cover  the  situa- 
tion. The  committee  had  received  numerous  petitions  urging  en- 
actment of  the  proposed  legislation.  The  revised  bill  (H.  R. 
15836)  was  introduced  in  the  House  by  Representative  Winslow 
January  21  and  an  identical  bill  (S.  4898)  was  introduced  in  the 
Senate  by  Senator  Townsend.  The  bill  takes  the  place  of  two 
bills  previously  introduced,  one  of  which  took  care  of  the  ex- 
press company.  It  was  decided  not  to  incorporate  in  the  re- 
vised bill  the  amendment  asked  for  by  the  Merchants  and  Min- 
ers Transportation  Company  so  as  to  bring  it  within  the  guar- 
anty provisions,  but  to  make  that  a  matter  for  separate  legis- 
lation. The  revised  bill  follows: 

•Pj  o  enacte<1  t>V  the  Senate  and  House  of  Representatives  of  the 
at^?n?f  Amer'ca  in  Congress  assembled.  That  the  Transpor- 
tation Act,  1920,  is  hereby  amended  by  adding  after  Section  211  a  new 
section  to  road  as  follows: 

<»)  In  making  certifications  under  Section  204  or  Sec- 
Commission,  if  not  at  the  time  able  finally  to  determine 
e  amount  due  under  such  section  to  a  carrier  or  the  Ameri- 
Bxpreas   Company,    may    make   its    certificate    for    any 
«rnount  definitely  ascertained  by  it  to  be  due,  and  may  thereafter  in 
the  same  manner  make  further  certificates,   until  the  whole  amount 
*  been  certified.     The  authority  of  and  direction  to  the  Secre- 
the  Treasury  under  such  sections  to  draw  warrants  is  hereby 


made  applicable  to  each  such  certificate.  Warrants  drawn  pursuant 
to  this  section,  whether  in  partial  payment  or  in  final  payment,  shall 
be  paid:  (.!>  If  for  a  payment  in  respect  to  reimbursement  of  a  car- 
rier for  a  deficit  during  the  period  of  Federal  control,  out  of  the 
appropriation  made  by  Section  204;  (2)  if  for  a  payment  in  respect  to 
the  guaranty  to  a  carrier  other  than  the  American  Railway  Express 
Company,  out  of  the  appropriation  made  by  subdivision  (g)  of  Section 
209;  and  (3;  if  for  a  peyment  in  respect  to  the  guaranty  to  the 
American  Railway  Express  Company,  put  of  the  appropriation  made 
by  the  fifth  paragraph  of  subdivision  (i)  of  Section  209. 

"(b.)  In  ascertaining  the  several  amounts  payable  under  either 
of  such  sections,  the  Commission  is  authorized,  in  the  case  of  de- 
ferred debits  and  credits  which  cannot  at  the  time  be  definitely  deter- 
mined, to  make,  whenever  in  its  judgment  practicable,  a  reasonable 
estimate  of  the  net  effect  of  any  such  items,  and,  when  agreed 
to  by  the  carrier  or  express  company,  to  use  such  estimate  as  a  defi- 
nitely ascertained  amount  in  certifying  amounts  payable  under  either 
of  such  sections,  and  such  estimates  so  agreed  to  shall  be  binding 
in  final  settlement." 

The  Treasury  Department  has  paid  $73,332.16  to  the  Fourche 
River  Valley  &  Indian  Territory  Railway  Company  under  section 
204  of  the  transportation  act  and  a  loan  of  $90,000  to  the  Wil- 
mington, Brunswick  &  Southern  Railroad  Company  under  section 
210  of  the  act.  These  payments  brought  the  total  amount  paid 
to  railroads  under  the  transportation  act  as  of  January  22  to 
$439,106,020.65,  of  which  $261,714,874  constituted  advances  due 
under  the  guaranty,  $176,694,937  for  loans  and  $696,209.65  for 
reimbursement  of  deficits  under  section  204. 


HIGH  FREIGHT  RATES  ON  COAL 

The  Traffic  World  Washington  Bureau 

In  a  statement  by  the  National  Coal  Association,  the  declara- 
tion is  made  that  the  big  advance  in  the  price  of  coal  is  attrib- 
utable largely  to  the  big  advance  in  railroad  rates  on  fuel,  the 
advances  running  from  100  to  150  per  cent  since  1914.  The 
rate  data  upon  which  that  declaration  was  founded  were  sub- 
mitted to  the  Senate  committee  on  manufactures,  which  is  in- 
vestigating the  coal  industry,  by  J.  D.  A.  Morrow,  vice-president 
of  the  association. 

To  illustrate  his  point,  Mr.  Morrow  submitted  figures  show- 
ing the  freight  rates  to  New  England  points,  as  compared  with 
existing  rates.  The  figures  showed  these  comparative  rates: 

From  the  Clearfield  region  of  Pennsylvania  to  Boston,  Mass.,  rail 
and  water — 1914  rate,  $2.26;  present  rate,  $5.72. 

From  the  Pocahontas  and  New  River  Districts  of  West  Virginia 
to  Boston,  rail  and  water — 1914  rate,  $2.36;  present  rate,  $5.99. 

From  the  Logan  Field  of  West  Virginia  to  Boston,  rail  and  water — 
1914  rate,  $2.46;  present  rate,  $6.09. 

From  the  Fairmont  Field,  West  Virginia,  to  Boston,  rail  and 
water — 1914  rate,  $2.39;  present  rate,  $6.22. 

The  all-rail  rates  from  the  bituminous  fields  serving  New 
England,  Mr.  Morrow  explained,  were  lower  than  the  rail-and- 
water  rates,  this  being  due  to  the  policy  of  the  Shipping  Board 
in  maintaining  a  much  higher  rate  for  the  water  haul  from 
tidewater  ports.  The  all-rail  rates  to  New  England,  which  are 
typical  of  rates  from  the  various  producing  fields  to  other  points 
of  delivery  of  equal  distance,  showed  among  other  things: 

From  the  George's  Creek  District — 1914  rate,   $2.60;   present  rate. 

From  the  Fairmont  Field — 1914  rate,  $2.85:  present  rate,  $4.27. 
From   the   Clearfield   District — 1914   rate,   $2.60;   present   rate,   $4.72. 

The  immediate  effect  of  the  advance  in  freight  rates  is' 
reflected,  Mr.  Morrow  told  the  committee,  in  the  price  of  coal 
delivered  at  points  of  consumption.  While  in  1914  coal  was  sell- 
ing at  from  $1.75  to  $2  a  ton  at  the  mine,  the  average  freight 
rate  for  the  country  for  a  haul  such  as  that  to  New  England  was 
$2.50  a  ton,  making  the  aggregate  cost  of  coal  as  delivered  by 
the  railroad  approximately  $4  or  $4.50  a  ton. 

As  against  this,  the  average  sales  price  at  the  mines  dur- 
ing the  first  nine  months  of  last  year,  covering  the  period  of 
the  shortage  emergency,  as  reported  to  the  committee  on  the 
basis  of  reports  received  by  the  National  Coal  Association,  Mr. 
Morrow  said,  was  $3.47  a  ton,  while  the  average  freight  rates 
would  run  this  figure  up  considerably  more  than  double.  With 
coal  selling  at  $3.47  at  the  mines,  the  rail-and-water  rate  to 
Boston  would  run  the  price  up  to  anywhere  from  $9.20  to  $9.70 
a  ton. 

At  points  of  consumption  where  coal  is  shipped  all-rail,  the 
cost  of  the  product,  delivered  by  the  railroads,  under  existing 
rates,  would  run  to  anywhere  from  $6.50  a  ton  up,  according 
to  the  distance  from  the  mine.  In  addition  to  this  cost,  the 
committee  was  advised,  there  must  be  reckoned  the  cost  of  get- 
ting the  coal  from  the  railroad  yard  to  the  consumer,  with  allow- 
ance for  profit  for  the  intermediate  handler  of  the  product. 

"We  cannot  escape  the  fact,"  Mr.  Morrow  said,  "that  the 
whole  existing  scale  of  prices  for  everything  entering  into  the 
production  and  distribution  of  coal  is  vastly  higher  than  before 
the  war." 


ELBERTON  &  EASTERN  BONDS 

The  Elberton  &  Eastern  Railroad  Company  of  Atlanta,  Ga., 
has  applied  to  the  Commission  for  authority  to  issue  $12,050 
of  first  mortgage  5  per  cent  25-year  gold  coupon  bonds  to  raise 
money  to  be  applied  on  improvements  to  roadbed  and  track. 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law.  who  is  a  member  of  our  legal  department . 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  taw 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  wilt  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  se--vice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Traffic  Service  Corporation.  Colorado  Building,  Washington,  D.  C. 


Demurrage — Procedure  for  Securing   Refund  of  Charges   Un- 
lawfully Collected 

California. — Question:  To  whom  should  we  file  claim  cover- 
ing demurrage  charges  in  connection  with  the  following?  We 
had  several  cars  of  raisins  shipped  from  Fresno,  Cal.,  and  des- 
•d  for  the  Orient  via  San  Francisco.  However,  when  these 
cars  arrived  here  there  was  a  longshoreman's  strike  at  the 
steamship  company's  piers  in  San  Francisco,  in  consequence  of 
which  the  cars  were  held  until  the  strike  was  settled  and  we 
compelled  to  pay  demurrage  charges  amounting  to  over 


Answer:  In  order  to  secure  a  refund  of  demurrage  charges 
ssed  by  the  carrier  in  the  instant  case  it  will  be  necessary  for 
you  to  file  a  complaint  with  the  Interstate  Commerce  Commis- 
sion either  on  its  formal  or  informal  docket,  alleging  that  such 
charges  were  unlawfully  collected  and  supporting  your  allega- 
tion by  proof  of  the  fact  that  such  charges  were  unlawfully  as- 
sessed and  collected. 

The  Commission  has,  however,  quite  uniformly  held  that 
strikes  afford  no  basis'  for  relief  from  demurrage  charges  which 
accrue  during  strikes.  See  Conference  Ruling  No.  8  and  Whole- 
sail-  Coal  Trade  Association  of  New  York,  Incorporated,  vs.  Di- 
rector-General et  al.,  58  I.  C.  C.  15. 

Refund    of   Import   Duties   on    Lost   Shipment 

Indiana. — Question:  In  your  weekly  of  July  8,  1916,  on  page 
100,  under  the  caption,  "Refund  of  Import  Duties  on  Lost  Ship- 
ment," your  answer  is  to  the  effect  that  the  Treasury  Depart- 
ment will  remit  overpaid  duty.  Does  your  file  show  that  there 
is  any  time  limitation  with  which  the  owner  must  comply  when 
riling  his  claim  and  can  you  refer  us  to  the  Treasury  Department 
ruling  covering? 

Answer:  Treasury  Decision  38393  and  37813  amending  Arti- 
cle 608  of  the  Customs  Regulations  of  1915,  provide  that  collect- 
ors of  customs  are  authorized  to  make  allowances  in  the  liqui- 
dation of  entries  for  shortages  which  occur  before  importation. 
It  is  further  provided  in  Article  667  of  the  regulations  that  allow- 
ance should  be  made  in  the  assessment  of  duty  for  a  shortage  oc- 
curring while  merchandise  is  in  the  custody  of  a  bonded  carrier, 
a  fine  equal  to  the  duty  being  charged  against  the  carrier's  bond. 

If  in  any  such  case  no  allowance  is  made  in  the  liquidation 
the  importer  is  entitled  to  a  review  of  the  collector's  action  upon 
the  filing  of  a  written  protest  within  thirty  days  from  date  of 
such  liquidation  supported  by  a  fee  of  $1.00  paid  within  thirty 
days  from  the  filing  of  the  protest,  as  provided  in  paragraph  X, 
Section  III,  of  the  Tariff  Act  of  1913. 

Liability   of  Carrier  as   Warehouseman 

Tennessee. — Question:  On  June  2  the  "A"  Company,  At- 
lanta, Ga.,  on  our  order,  shipped  two  barrels  of  Coca-Cola  for  our 
account  to  "B"  Company,  McKenzie,  Tenn.  When  the  shipment 
arrived  at  destination  consignees  declined  to  accept  it  on  the 
ground  that  they  had  not  ordered,  notwithstanding,  according  to 
our  records,  they  placed  this  order  with  our  representative.  Our 
representative  resold  the  two  barrels  of  Coca-Cola  to  Red's  Cafe, 
McKenzie,  and  when  this  concern  called  for  the  shipment,  they 
found  one  of  the  barrels  leaking  and  same  was  refused  by  him 
and  they  only  accepted  one  barrel. 

It  was  reported  to  us  by  our  representative  that  the  'barrel 
was  in  bad  condition  and  a  lot  of  it  had  leaked  out;  that  the  rail- 
road company  had  transferred  it  into  another  barrel  in  order  to 
save  us  as  much  of  the  contents  as  possible.  We  filed  claim  on 
August  2  against  the  railroad  company  for  the  value  of  one  bar- 
rel of  Coca-Cola  amounting  to  $106,  based  on  information  in  hand 
at  that  time,  that  the  barrel  of  Coca-Cola  was  received  at  Mc- 
Kenzie in  bad  order.  The  railroad  company  later  sold  this  barrel 
to  another  party,  or  what  remained  of  it,  realizing  $33  for  same, 
which  they  have  tendered  us  in  full  settlement  of  our  claim.  We 
declined  to  accept  this  settlement  on  October  20.  The  railroad 
company  contend  that  the  barrel  was  received  at  McKenzie  In 
good  order  and  that  on  account  of  extremely  hot  weather  leak- 
age developed  while  in  their  warehouse,  and  that  they  trans- 
ferred the  contents  to  another  barrel  after  the  original  barrel 
began  to  leak.  We  would  like  to  know  who  is  liable  for  the  loss 
of  this  barrel  of  Coca-Cola. 


Answer:  In  order  to  recover  damages  for  the  loan  of  good* 
It  In  necessary  to  prove  a  shipment  was  delivered  to  the  carrier 
In  good  order  and  that  it  wan  received  at  destination  In  bad  order. 
The  carrier,  however,  in  the  Instant  case,  has  a  good  defense  If 
It  can  prove  that  the  goods  were  In  good  order  at  the  time  they 
were  placed  In  the  warehouse.  The  carrier  Is  liable  as  a  ware- 
houseman only  after  the  goods  have  been  placed  In  storage 
awaiting  delivery  and  it«  duty  is  to  exercise  ordinary  care  of 
the  goods  entrusted  to  It  only.  So  to  hold  the  carrier  liable  for 
damages  it  Is  necessary  to  prove  that  the  Injury  to  the  goods 
after  having  been  placed  in  Its  warehouse  was  caused  by  Its 
negligence. 

Damages — Liability  of  Carriers  While  Under  Federal  Control 

California. — Question:  You  have  in  several  Instances  com- 
mented upon  the  McCaull-Dinsmore  case,  fixing  carrier's  liability 
as  the  value  of  the  goods  at  destination  if  they  had  been  deliv- 
ered In  good  condition. 

The  bill  of  lading  has  now  been  amended  and  the  principle 
as  set  forth  in  above  case  accepted  by  the  carriers  to  govern 
private  control  of  the  roads,  but  the  Regional  Claim  Agent  of 
the  Railroad  Administration  here  declines  to  recognize  it  In  the 
adjustment  of  claims  incurred  under  the  Federal  Control.  In 
your  judgment,  is  the  liability  of  a  carrier  any  less  or  any  dif- 
ferent under  federal  operation  than  under  private  operation,  and 
is  there  any  bar  to  recovery  by  suit? 

Answer:  Section  10  of  the  Federal  Control  Act  provides, 
among  other  things,  that  the  carriers,  while  under  federal  control, 
shall  be  subject  to  all  laws  and  liabilities  as  common  carriers, 
whether  arising  under  state  or  federal  laws  or  at  common  law. 
It  also  provides  that  no  defense  shall  be  made  upon  the  ground 
that  the  carrier  is  an  instrumentality  or  agency  of  the  federal 
government.  It  is  our  opinion,  in  view  of  the  foregoing  provi- 
sions, that  the  liability  of  the  carriers  is  not  any  less  or  different 
under  federal  operation  than  it  is  under  private  operation. 

Stoppage   in   Transit 

New  York. — Question:  Kindly  let  me  have  your  interpreta- 
tion of  that  portion  of  the  sentence  in  the  enclosed  express  com- 
pany agreement  form  which  reads:  "But  are  not  to  be  liable  for 
failure  to  stop  the  above-mentioned  property." 

Answer:  The  only  case  where  the  carrier  can  be  held  liable 
for  failure  to  stop  goods  in  transit  is  where  he  has  been  duly 
notified  by  the  consignor  of  the  insolvency  of  the  consignee  and 
where  he  has  been  requested  by  the  consignor  to  stop  the 
shipment.  We  are,  therefore,  of  the  opinion  that  the  stipulation 
in  question  would  be  regarded  as  a  limitation  of  the  carrier's  lia- 
bility and  would  not  be  a  sufficient  defense  in  case  where  the 
carrier  has  delivered  the  goods  to  the  insolvent  consignee,  there- 
by disregarding  the  consignor's  instructions. 

Delay — Notice   of  to   Shipper 

Illinois. — Question:  We  note  your  reply  to  "Illinois"  in  the 
October  23  issue,  covering  query  in  regard  to  a  shipment  of  per- 
ishable goods  moving  during  the  so-called  switchmen's  strike 
last  April.  It  would  seem  that  the  wording  of  Bills  of  Lading, 
52  I.  C.  C.  705,  cited  by  you  as  expressing  the  views  of  the  Inter- 
state Commerce  Commission  on  cases  of  this  kind  is  such  that 
conflicting  interpretations  might  be  placed  on  the  meaning  in- 
tended. For  instance,  it  is  stated  that  a  carrier  may  not  exempt 
itself  from  liability  for  loss  or  damages  occurring  from 
riots  or  strikes,  but  may  exempt  itself  from  delay 
caused  by  riots  or  strikes.  We  have  claims  filed  on 
perishable  commodities  covering  loss  due  to  decline  in  mar- 
ket during  delays,  occurring  at  the  time  of  the  so-called  switch- 
men's strike,  there  being  no  outright  damage  to  the  shipments, 
but  a  loss  sustained  on  account  of  market  decline  during  the  de- 
lays. These  claims  are  mostly  against  a  carrier  which  did  not 
place  any  embargoes  against  perishable  goods  during  the  trouble 
period  mentioned,  as  was  done  by  practically  all  other  carriers 
serving  the  destination  in  mind,  but  elected  to  handle  an  enor- 
mous increase  over  their  normal  tonnage  on  these  perishable 
commodities,  and  during  the  time  they  were  handling  this  greatly 
increased  tonnage  many  shipments  made  schedule  time,  while 
others  were  delayed  five  to  seven  days  in  arriving  at  destination. 
We  would  appreciate  your  opinion  as  to  whether  or  not  this  par- 
ticular carrier  would  be  justified  in  disclaiming  liability  under 
the  authority  above  cited,  in  view  of  the  fact  that  they  were  mak- 
ing schedule  time  on  some  shipments  during  the  strike  period. 

Answer:  Where  goods  are  tendered  to  a  carrier  for  trans- 
portation the  carrier  is  obligated  to  advise  the  shipper  as  to 
any  cause  likely  to  delay  transportation,  which  cause  is  within 
its  fair  and  reasonable  knowledge  and  not  within  the  knowledge 
of  the  shipper;  and  if  it  fails  in  its  duty  in  this  respect  a  delay 
In  the  transportation  of  the  goods  will  not  be  excused,  and  that, 
too,  irrespective  of  the  nature  of  the  cause.  The  acceptance  of 
goods  for  shipment  without  notifying  the  shipper  of  the  fact  that 
they  cannot  be  promptly  delivered  Is  tantamount  to  an  assur- 
ance that  they  will  be  delivered  within  a  reasonable  time,  ex- 
cept for  the  Intervening  of  excusing  causes  of  subsequent  occur- 
rence. This  duty  is  in  no  way  dependent  on  special  agreement, 
but  is  a  part  of  the  duty  imposed  by  law  on  carriers;  and  the 
reason  why  the  law  has  imposed  it  upon  the  carrier  is  to  give  the 
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shipper  an  opportunity  to  exercise  Ms  own  discretion  as  to  the 
propriety  of  making  the  shipment,  i.  e.,  to  choose  between  t. 
different  courses  open  to  him.    10  Corpus  Juris  290     When  the 
carrier  has  given  the  shipper  this  notice  it  has  fulfilled  its  legal 
duty  in  this  respect  and  should  not  be  held  responsible  for  a 
delay  which  it  cannot  prevent  if  the  shipper  still  insists  on  de- 
livering his  property  for  shipment.     M.  K.  &  T.  R.  R.  vs.  Stark 
Grain  Co.,  131  S  W.  410.    Therefore,  if  the  carrier  had  knowledge 
of  the  condition's  that  were  likely  to  cause  delay  in  the  instant 
case,  its  duty  was  to  have  notified  you  of  such  conditions. 
Prepayment  of  Freight  Charges  on  Shipments  to  and  From 
Canada 

New  York.— Question:  With  reference  to  carriers  requiring 
prepayment  of  freight  charges  on  shipments  into  Canada,  I  have 
a  new  one  that  I  have  not  seen  "aired."  "A"  Company  of  Toronto, 
Ont  shipped  us  a  carload  of  packing  material  from  Toronto  to- 
Coming  N.  Y.,  via  "B"  R.  R.,  "C"  R.  R-,  bill  of  lading  marked 
"Prepaid."  Upon  receipt  of  freight  bill  here  same  read  collect 
and  I  crossed  the  charges  off  and  surrendered  my  memorandum 
copy  bill  of  lading  to  the  "C"  R.  R.  freight  agent,  requesting 
that  he  correct  to  prepaid  basis.  He  now  advises  that  he  is  in 
receipt  of  the  following  from  "B"  R.  R.  Agent,  Toronto,  Ont.: 

"In  reply  to  your  File  2575  of  December  27,  I  am  com- 
pelled to  return  you  correction  1995  of  December  27,  as  we  have 
instructions  that  all  shipments  going  to  the  States  must  be  billed 
collect  owing  to  the  high  rate  of  exchange.  Kindly  protect  all 
charges  at  your  end." 

In  this  case  the  shipper  wants  to  pay  the  freight  charges  and 
Canadian  carrier  will  not  accept  his  money.  From  this  end  we 
have  to  prepay.  This  is  just  like  the  old  game,  "Heads  I  win, 
tails  you  lose."  Do  you  know  of  any  Canadian  law  or  ruling 
whereby  the  shipper  could  force  the  "B"  R.  R.  to  accept  freight 
charges  on  shipment  in  question?  In  your  opinion,  can  the  "C" 
R.  R  force  us  to  pay  this  freight  charge,  inasmuch  as  shipper  sig- 
nified his  desire  to  pay  the  freight  and  is  ready  to  pay  when 
"B"  R.  R.  will  accept? 

Answer:  We  are  not  familiar  with  the  Canadian  law  with 
respect  to  the  right  of  a  Canadian  carrier  to  refuse  to  accept 
prepayment.  However,  we  find  in  General  Order  No.  326,  issued 
by  the  Board  of  Railway  Commissioners  for  Canada  on  January 
14,  1921,  the  following  statement:  "The  Board  held  in  its  judg- 
ment, dated  March  27,  that,  under  the  Railway  Act,  a  Canadian 
railway  company  could  not  be  compelled  to  accept  prepayment 
of  freight."  Inasmuch  as  the  general  rule  is  that  both  the  con- 
signor and  the  consignee  are  responsible  for  the  payment  of  the 
lawfully  established  rate,  the  former  as  the  party  with  whom  the 
contract  of  carriage  was  made  and  the  latter  as  the  prima  facie 
owner  of  the  goods,  a  carrier  is  entitled  to  its  transportation 
charges  either  in  advance  or  on  delivery  of  the  shipment  in 
good  order  at  destination,  we  are  of  the  opinion  that  if  a  car- 
rier sees  fit  to  waive  collection  of  its  charges  or  refuses  pre- 
payment, that  the  charges  may  be  collected  from  the  consignee 
at  destination.  In  other  words,  under  the  law  at  the  present 
time,  it  is  optional  with  the  carrier  as  to  which  party  it  will  col- 
lect the  charges  from. 
Routing — No  Obligation  on  Part  of  Owner  to  Deliver  Misrouted 

Freight  to  Connecting  Line  at  Point  of  Origin 

Maryland. — Question:  It  is,  of  course,  well  settled  that  when 
a  shipper  tenders  a  consignment  to  a  carrier  with  a  bill  of  lading 
which  carries  no  route  it  is  the  obligation  of  the  carrier  to  for- 
ward that  shipment  over  a  route  via  which  the  lowest  rate  ap- 
plies. 

Carrier  A  and  Carrier  B  both  have  rails  into  Station  C.  Car- 
rier B  has  a  though  rate  from  Station  C  to  Station  D  on  Carrier 
E,  but  Carrier  A  has  no  through  rate  between  the  two  points,  and 
the  lowest  combination  via  its  route  is  considerably  higher  than 
the  through  rate  published  by  Carrier  B.  A  shipper  tenders  a  car- 
load of  freight  to  Carrier  A  with  an  unrouted  bill  of  lading  made 
out  on  Carrier  A's  form.  There  are  reciprocal  switching  arrange- 
ments between  Carriers  A  and  B  at  Station  C  whereby  the 
switching  charge  of  either  line  is  absorbed  by  the  other.  Ordi- 
narily, of  C9urse,  if  it  had  been  the  intention  of  the  shipper  to 
have  his  freight  move  out  of  Station  C  via  Carrier  B  he  would 
have  ordered  the  car  switched  by  Carrier  A  to  point  of  connection 
with  Carrier  B  under  a  switching  order  and  offered  the  car  for 
shipment  to  Carrier  B  under  that  line's  own  bill  of  lading.  The 
question  arises  whether  or  not  the  obligation  of  a  carrier  to 
forward  unrouted  freight  via  the  cheapest  route  is  binding  in  a 
case  such  as  the  above,  where,  to  accomplish  this,  Carrier  A 
would,  of  his  own  volition,  have  to  merely  switch  the  traffic  to 
point  of  connection  with  Carrier  B. 

We  have  taken  the  position  that  the  action  of  the  shipper  in 

tendering  the  freight  to  Carrier  A  on  its  own  bill  of  lading  is  suffi- 

lent  evidence  of  his  desire  that  the  freight  move  out  of  Sta- 

C  via  the  route  that  Carrier  A  has  via  which  its  lowest  rate 

IBS,  but  does  not  contemplate  a  switching  movement  by  Car- 

A.  which,  under  other  circumstances,  would  be  done  under 

Etching  order  and  the  actual  destination  not  necessarily 
known  by  Carrier  A.  Please  let  us  have  your  opinion 

The  Commission  has,  in  several  cases,  held  that 
no  duty  la  Imposed  upon  a  carrier  to  turn  a  shipment  over  to  a 


competitor  which  has  a  lower  rate  in  effect.  See  Paragould 
Lumber  Co.  vs.  M.  P.  Ry  Co.,  Unreported  Opinion  485.  Further- 
more, in  the  case  of  the  International  Salt  Co.  vs.  S.  A.  L.  Ry. 
et  al ,  46  I.  C.  C  478,  the  Commission  held  that  the  Seaboard  Air 
Line '  Railway,  the  initial  carrier,  was  not  obliged  to  turn  a 
shipment  over  to  the  Atlantic  Coast  Line  R  R.  at  point  of  origin, 
Wilmington,  N.  C.,  for  which  they  would  have  received  a  switch- 
ing charge  only,  and  thereby  deprive  themselves  of  the  line  haul, 
but  that,  as  they  could  have  turned  the  shipment  over  to  the  At- 
lantic Coast  Line  R.  R.  at  some  junction  between  point  of 
origin  and  destination,  the  through  rate  applying  in  connection 
with  the  Atlantic  Coast  Line  Railroad  via  several  junctions,  the 
Seaboard  Air  Line  Railway  was  liable  for  misroute. 

Assuming  that  the  rate  from  Station  C  to  Station  D  published 
by  Carrier  A  is  not  applicable  in  connection  with  Carrier  B,  we 
are  of  the  opinoin  that,  based  upon  the  decision  of  the  Commis- 
sion in  the  above  referred  to  case,  Carrier  A  is  not  liable  for  mis- 
route  in  not  delivering  the  shipment  in  question  to  Carrier  I 
at  point  of  origin. 

Routing — Carrier  Liable  for  Misroute  in  Forwarding  Via  All-Rail 

Shipments  Routed  Rail-and-Water  Without  Instructions 

From  Shipper 

Texas. — Question:  Shipment  March  12,  Avon,  Conn.,  N.  Y.  N. 
H  &  H.  Ry.  Co.  bill  of  lading  shows  route  Mallory  Line,  I.  &  G. 
N!,  arrived  here  July  27,  via  all-rail  movement,  the  rate  assessed 
$3.151^,  rate  via  Mallory  Line  $2.37%.  Amount  of  claim  $3.38. 
The  claim  refused  January  6  account  change  in  routing  to  all- 
rail  account  of  strike  and  embargo  on  steamship  line;  this  change 
in  routing  was  not  made  by  the  shipper,  but  by  the  carrier,  and 
carrier  claims  that  the  lowest  all-rail  combination  should  apply, 
and  ask  us  to  pay  additional  charges  61  cents,  and,  of  course, 
withdraw  claim.  The  question  is,  had  the  carrier  any  right  to 
change  the  routing  and  divert  shipment  to  all-rail  routing  and 
charge  the  all-rail  rates  when  the  bill  of  lading  stipulated  rail 
and  water,  which  made,  of  course,  a  much  cheaper  rate?  Should 
we  insist  on  payment  of  our  claim  or  should  we  remit  them  the 
61  cents? 

Car  Service  Order  No.  1,  we  believe,  instructs  the  carriers 
to  forward  all  shipments  to  destination  and  assess  the  rate  over 
the  route  called  for  in  the  bill  of  lading.  We  believe  that  order 
was  not  promulgated,  however,  until  in  May.  This  shipment 
moved  in  March,  but  you  will  note  same  was  not  delivered  to 
us  until  July. 

Answer:  In  Conference  Ruling  83  and  in  the  cases  referred 
to  therein,  the  Commission  holds  that  where  a  carrier  accepts  a 
shipment  for  forwarding  via  a  certain  route,  and  because  of  a 
blockade  or  embargo  resulting  from  flood,  it  is  impossible  to 
forward  the  shipment  via  the  route  shown  in  the  bill  of  lading 
the  carrier  forwards  the  shipment  via  another  route  carrying 
higher  rates,  without  obtaining  instructions  from  the  shipper, 
that  such  carrier  is  responsible  to  the  shipper  for  the  resulting 
increase  in  the  transportation  charges.  We  are  of  the  opinion 
that  the  principle  applied  by  the  Commission  to  the  above  set  of 
facts  should  apply  in  the  instant  case  and  that  the  initial  carrier 
would  be  held  liable  for  misrouting  in  forwarding  the  shipment 
in  question  via  an  all-rail  route  without  first  having  secured  in- 
structions from  the  shipper  to  do  so. 

Liability  of  Carrier  as  Common  Carrier  vs.  Warehouseman 

South  Carolina. — Question:  Section  4  of  the  uniform  bill  of 
lading  provides  "That  when  property  is  not  removed  within  4S 
hours  (exclusive  of  legal  holidays),  etc.,  may  be  kept  in  car, 
depot,  etc.,  subject  to  a  reasonable  charge  for  storage  and  to  car- 
rier's responsibility  as  warehouseman  only."  Please  advice 
what  are  the  responsibilities  of  a  warehouseman  and  the  differ- 
ence between  the  responsibilities  of  carriers  and  warehousemen 
so  far  as  the  custody  of  shipments  held  over  48  hours. 

Answer:  Under  the  law  a  railroad  as  a  common  carrier  is 
responsible  as  an  insurer  for  the  safety  of  the  goods  entrusted 
to  it  for  transportation  and  is  liable  for  any  loss  or  damage 
thereto,  unless  caused  by  the  act  of  God  or  the  public  enemy, 
the  fault  of  the  shipper,  inherent  infirmities  of  the  goods  or  by 
the  act  of  public  authority.  So  that  where  freight  is  lost  or  dam- 
aged while  in  the  possession  of  a  carrier  it  cannot  escape  its 
common  law  responsibility  by  merely  proving  that  the  loss  or 
damage  was  not  occasioned  by  its  negligence  or  that  it  has  used 
the  utmost  care  and  diligence.  Carriers  of  goods,  being  insurers, 
are  not  relieved  from  liability  by  the  fact  that  the  loss  or  dam- 
age happened  from  some  unknown  cause  or  could  not  have  been 
avoided  by  any  human  vigilance. 

A  carrier  which  has  carried  property  for  hire,  and  is  keeping 
it  for  a  reasonable  time  in  its  warehouse  at  point  of  destination 
until  it  shall  be  called  for,  is  a  bailee  for  hire;  as  such  it  is  liable 
only  for  a  want  of  ordinary  care  in  the  custody  of  the  goods; 
and  the  care  exercised  should  be  in  proportion  to  the  loss  likely 
to  be  sustained  by  want  of  such  care.  A  carrier  as  warehouse- 
man is  liable  for  the  loss  or  destruction  of  goods  caused  by  its 
negligence.  In  the  absence  of  negligence  on  its  part  a  carrier 
is  not  liable  for  damage  caused  to  the  goods  by  storm  or  for  their 
loss  by  theft  or  flre.  A  carrier  in  its  capacity  as  warehouseman 
is  liable  only  for  the  ordinary  and  proximate  consequences  of 
its  faults. 
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I 'i  oof  of  the  delivery  of  goods  to  a  carrier  in  Rood  order  and 
limit  ion  in  had  order,  places  upon  the  carrier  the 
burden  of  showing  that  the  long  or  damage  occurred  from  a 
.  .uise  for  which  it  is  not  responsible.  However,  in  order  to  hold 

i  i>T  liable  as  a  warehouseman  it  is  necessary  for  the  owner 
o[  the  goods  to  prove  negligence  on  the  part  of  the  carrier. 

Damages — Deduction  of  Cash   Discount 
New  York. — Question:     Kindly  advise  of  the  Supreme  Court 
qon  with  reference  to  discount  allowances  shown  on  invoices 
in  whirh  carriers  are  entitled.    We  have  just  been  requested  by 
the  "A"  Railroad  Company  to  amend  our  claim,  allowing  them 
•J  per  cent  cash  discount  in  addition  to  a  trade  discount,  which 
we  did  allow,  of  10  per  cent. 

It  is  our  understanding,  and  we  have  written  the  railroad  to 
that  effect,  that  this  cash  discount  of  2  per  cent  being  a  condi- 
tion subject  to  settlement  within  10  days,  it  is  not  allowable  ex- 
cept where  the  condition  is  fulfilled.  . 

Answer:  We  are  not  aware  of  any  decision  of  the  Supreme 
I'mirt,  nor,  in  fact,  of  any  other  court  decision  which  passes 
directly  upon  the  question  as  to  whether  or  not  it  is  proper  for 
the  carriers  to  deduct  a  cash  discount  In  addition  to  a  trade  dis- 
count. A  trade  discount,  in  accordance  with  the  definition  In 
"Words  and  Phrases,"  is  a  percentage  deduction  from  the  regular 
list  or  catalogue  price  of  goods.  A  cash  discount,  on  the  other 
hand,  is  an  allowance  made  for  the  payment  of  a  bill  of  goods 
within  a  stated  period  of  time.  In  the  McCaull-Dinsmore  case  the 
Supreme  Court  of  the  United  States,  in  holding  the  provision  in 
the  carrier's  bill  of  lading,  providing  that  the  amount  of  any  loss 
or  damage  for  which  any  carrier  is  liable  should  be  computed  on 
the  value  of  the  property  at  the  time  and  place  of  shipment,  to  be 
a  limitation  of  the  carrier's  liability,  stated  that  the  measure  of 
damages  was  the  actual  loss  caused  by  the  breach  of  the  contract 
of  carriage,  which  loss  is  what  the  shipper  would  have  had  if 
the  contract  had  been  performed.  This  is,  as  a  rule,  where  the 
goods  are  damaged,  the  difference  between  the  value  of  the 
goods  in  their  damaged  state  and  what  would  have  been  their 
value  at  destination  if  delivered  in  good  order,  with  interest,  less 
the  unpaid  cost  of  transportation.  Where  the  goods  are  lost  or 
destroyed  the  carrier  is  liable,  as  a  rule,  lor  their  value  at  des- 
tination at  the  time  they  should  have  been  delivered,  with  inter- 
est thereon  from  that  time,  less  the  unpaid  cost  of  transporta- 
tion. 

The  value  at  destination  to  be  used  as  a  basis  for  arriving  at 
the  amount  of  damage  is  the  market  value,  provided  there  is  a 
market  for  the  goods  in  question.  However,  it  is  often  the  case 
that  there  is  no  established  market  for  the  goods  lost  or  injured, 
and  in  an  action  therefor  it  is  competent  to  show  the  price  at 
which  the  goods  have  been  contracted  for  at  the  point  of  destina- 
tion. However,  where  goods  are  shipped  in  pursuance  of  a  sale 
thereof,  at  a  stipulated  price  which  is  less  than  the  market  price 
at  destination,  damages  for  loss  or  injury  must  be  estimated  on 
the  basis  of  the  price  to  be  received  under  the  contract  of  sale. 
International,  etc.,  R.  Co.  vs.  Parke,  169  S.  W.  397;  Mo.,  etc., 
R.  Co.  vs.  Witherspoon,  45  8.  W.  424;  Louisville,  etc.,  R.  Co. 
vs.  Hartwell,  36  S.  W.  183.  But  if  the  price  contracted  for  is 
greater  than  the  market  value  at  destination,  the  estimate  will 
have  to  be  based  on  the  market  value  unless  the  carrier  had  been 
notified  at  the  time  of  shipment  of  the  fact  that  the  goods  had 
been  sold  for  a  higher  figure.  Gibson  vs.  Inman  Packet  Co.,  164 
S.  W.  280;  St.  Louis,  etc.,  R.  Co.  vs.  Cambic,  141  S.  W.  989;  St. 
Louis  S.  W.  R.  Co.  vs.  Phoenix  Cotton  Oil  Co.,  115  S.  W.  393. 
Thus  while  the  price  at  which  the  goods  have  been  contracted  for 
at  destination  may  be  the  measure  of  damages  in  case  of  loss  of 
or  injury  to  the  goods,  and  therefore  the  trade  discount  might 
properly  be  deducted,  inasmuch  as  the  contract  price  would  be 
the  list  or  catalogue  price  from  which  has  been  deducted 
the  trade  discount,  a  cash  discount,  being  an  allowance  made 
for  the  payment  of  goods  within  a  stated  period  of  time,  is  not 
a  proper  deduction  unless  the  condition  under  which  it  is  made 
is  fulfilled. 

Claims — Sufficiency  of  Notice 

Ohio. — Question:  In  your  reply  to  "California,"  on  page  1002 
of  The  Traffic  World  of  November  20,  you  quote  Conference  Rul- 
ing 510,  issued  by  the  Interstate  Commerce  Commission  and  in 
conclusion  state  that  the  mere  request  by  a  shipper  to  trace  or 
a  written  notice  of  intended  claim,  is  not  within  the  meaning  of 
this  ruling.  It  appears  to  us  that  a  request  to  trace  carrying 
a  statement  that  this  request  is  also  notification  of  claim,  would 
meet  with  all  the  requirements  mentioned  in  Conference  Ruling 
510.  Furthermore,  this  was  sustained  by  Judge  Webster  Thayer 
on  January  24,  1920,  in  the  case  known  as  Hoffman  Corr  Co.  vs. 
J.  H.  Hnstis,  Receiver  of  the  B.  &  M.  Railroad  Co.  Kindly  out- 
line toe  present  status  of  this  case. 

Answer:  A  mere  request  by  the  shipper  of  the  carrier  to 
trace  a  lost  shipment  is  not  equivalent  to  a  claim  or  a  written 
notice  of  claim  within  the  meaning  of  Conference  Ruling  No. 
510  of  the  Interstate  Commerce  Commission. 

With  respect  to  what  constitutes  notice  of  a  claim  the  deci- 
sions of  the  courts  are  not  at  all  uniform.  In  the  Blish  Milling 
Co.  case,  241  U.  S.  190,  the  Supreme  Court  of  the  United  States 
held  that  a  telegram  sent  by  the  plaintiff  to  the  defendant  car- 


rier to  the  effect  that  the  shipper  "would  make  claim  agalnut  the 
railroad  for  entire  contents  of  car  at  Invoice  price,"  taken  In  con- 
nection with  other  telegrams  indentlfylnK  the  shipment,  wan  a 
substantial  compliance  with  the  bill  of  lading  provision  In  ques- 
tion. 

The  purpose  of  requiring  a  notice  of  claim  to  be  given  is  to 
enable  the  carrier,  while  the  occurrence  is  recent,  to  Inform  itself 
of  the  actual  facts  occasioning  the  loss  or  Injury,  that  it  may 
protect  Itself  against  claims  which  might  be  made  on  It  after 
such  lapse  of  time  as  to  make  it  difficult,  if  not  impossible,  to 
ascertain  the  truth. 

Therefore,  to  constitute  a  tracer  a  notice  of  claim,  It  must, 
according  to  the  weight  of  authority,  so  describe  the  shipment 
as  to  enable  the  carrier  to  determine  what  shipment  is  referred 
to  and  must  in  effect  state  that  a  claim  will  be  filed  for  the 
damage  resulting  from  injury  to  or  the  failure  to  deliver  the 
shipment. 

War  Tax  on  Cuban  Shipments  During  January,  1918 

Virginia. — Question:  Kindly  advise  whether  or  not  war  tax 
should  have  been  assessed  on  Cuban  traffic  during  January,  1918? 

Answer:  Article  31  of  Regulations  No.  42  of  the  United 
States  Treasury  Department,  in  effect  during  January,  1918,  read 
as  follows:  "Charges  on  property  shipped  for  export  and  actually 
exported,  exempt  from  tax.  Amounts  paid  for  the  transporta- 
tion of  property  in  the  course  of  exportation  to  foreign  ports 
or  places  are  held  to  be  exempt  from  the  tax  imposed  under  sec- 
tion 500  of  the  act.  Property  may  be  deemed  to  be  in  the  course 
of  exportation  when  it  moves  under  any  of  the  following  con- 
ditions: 

"(a)     Under  a  through  export  bill  of  lading. 

"(b)  Under  a  domestic  bill  of  lading  or  receipt,  on  which, 
at  point  of  origin,  'For  export'  is  marked  or  the  foreign  consignee 
and  destination  are  specified. 

"(c)  Under  a  through  bill  of  lading  or  through  live  stock 
contract  to  a  place  in  Canada  or  Mexico. 

"(d)  Under  a  domestic  bill  of  lading  or  receipt  marked,  at 
point  of  origin,  'For  export,'  wherein  Food  Administration  Grain 
Corporation,  Director  of  Overseas  Transportation,  British  Ad- 
mirality,  or  any  export  representative  of  the  United  States  or  of 
a  foreign  government,  approved  by  the  Commissioner  of  Inter- 
nal Revenue,  is  named  as  consignee: 

"Provided  that,  in  either  case  (a)  or  (b),  the  property  so 
consigned  be  delivered  to  a  vessel  clearing  to  a  foreign  port  or 
place,  and  a  ship's  receipt  is  taken  therefor,  or,  in  case  (c),  the 
property  so  consigned  be  delivered  at  a  place  in  Canada  or 
Mexico,  or,  in  case  (d),  the  property  so  consigned  be  delivered 
to  such  consignee. 

"It,  when  property  is  delivered  to  a  carrier  for  transporta- 
tion, it  clearly  appears  that  such  goods  are  in  the  course  of 
exportation  as  provided  in  clause  (a),  (b),  (c)  or  (d),  no  tax 
shall  be  collected  on  the  amounts  of  any  otherwise  taxable 
charges  prepaid  upon  such  property;  but,  unless  such  property 
is  delivered  in  such  manner  as  is  specified  in  the  proviso  to  such 
clauses,  the  total  transportation  charges  on  such  property,  from 
the  point  of  origin  to  destination  are  subject  to  the  tax,  and  such 
tax  must  be  collected  as  and  when  the  transportation  charges 
thereon  are  collected,  if  the  transportation  charges  be  billed 
collect,  or,  upon  delivery  of  the  consignment,  if  the  transporta- 
tion charges,  or  any  of  them,  be  prepaid." 

Causes  of  Action  Arising  Out  of  Federal  Control 
Pennsylvania. — Question:  In  the  January  8  edition  of  your 
paper,  page  89,  an  article  appears  relative  to  filing  claims,  under 
paragraph  C,  section  206  of  the  Transportation  Act  of  the  Inter- 
state Commerce  Commission,  prior  to  March  1,  1921.  We  are  not 
clear  whether  claims  for  coal  confiscated  by  the  railroads  and 
claims  for  coal  lost  in  transit  by  the  Railroad  Administration 
should  be  filed  with  the  Interstate  Commerce  Commission. 

Answer:  The  Interstate  Commerce  Commission  has  no  jur- 
isdiction over  claims  for  lost  or  damage  resulting  from  the  con- 
fiscation of  coal  by  the  carriers  or  for  coal  lost  in  transit.  Ac- 
tions for  damage  resulting  from  such  causes  are  cognizable  only 
by  courts  of  law,  and  paragraph  C,  Section  206  of  the  Transporta- 
tion Act,  is  therefore  not  applicable  thereto.  The  period  of  time 
within  which  suits  for  loss  or  damage  arising  out  of  Federal  con- 
trol must  be  filed  is  that  prescribed  in  paragraph  A,  Section  206. 
This  paragraph  states  that  such  actions,  suits  or  proceedings 
may,  within  the  period  of  limitation  now  prescribed  by  state 
and  federal  statutes,  but  not  later  than  two  years  from  the  date 
of  the  passage  of  this  act,  be  brought  in  any  court  which,  but  for 
the  fact  of  federal  control,  would  have  had  Jurisdiction  of  the 
cause  of  action  had  it  arisen  against  such  carrier. 


CENT.   OF   GA.    BONDS 

Authority  has  been  granted  by  the  Commission  to  the  Cen- 
tral of  Georgia  to  procure  authentication  and  delivery  to  it  of 
its  refunding  and  general  mortgage  6  per  cent  bonds  in  the 
aggregate  amount  of  $998,000  and  to  pledge  or  repledge  from 
time  to  time  part  or  all  of  said  bonds,  as  security  for  advances 
under  section  209  of  the  transportation  act  or  for  loans  under 
section  210. 
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UNLOADING  OF  LIVE  STOCK 

on  No.  11966,  Omaha  Packing  Company  et  al.  vs. 
h'  pt  al  began  before  Examiner  Carter  in  Chicago, 
24  The  complainants  allege  that  the  present  practice  of 
"in  allowing  a  certain  amount  per  car,  varying  I  im  zo 
.  dollar  in  **^£gg3^£g££**i 


to  take  care  of  the  matters  brought  up  in  this  case.  He  said 
the  plant  of  the  Omaha  Packing  Company  was  located  in  what 
is  known  as  the  lumber  district  in  Chicago,  that  live  stock  con- 
signed to  that  company  usually  entered  into  Chicago  in  trams 
consisting  largely  of  cars  destined  to  the  Union  Stock  Yards,  and 
that  a  special  crew  was  maintained  to  remove  the  Omaha  com- 
pany's cars  from  the  train  and  take  them  to  their  plant, 
haul  he  stated,  took  place  entirely  on  the  tracks  of  the  Burlmg- 


at  private  yards. 

Intervening  petitions 

Packers,  Oscar  Mayer  &  v-u.,  "•<-  «~— „ 

Kohrs  Packing  Company,  against  the  acceptance  «^*J*  «? 
irriers  objected  on  the  grounds  that  evidence  might  be  intro- 
duced regarding  localities  about  which  the  defendants  could  not 
have  obtained  information.  The  examiner  did  not  allow  the  ob- 
jection on  the  ground  that  the  question  to  be  considered  was  not 
one  of  locality,  but  of  principle  and  practice 

F  J.  Norton,  for  the  Sante  Fe,  formally  objected  to  the  hear- 
ing, saying  that  he  questioned  the  jurisdiction  of  the  Interstate 
Commerce  Commission  over  the  matter.  "Section  15  of  the  in- 
terstate commerce  act,"  he  said,  "clearly  states  that .the .car. 
riers  are  only  required  to  unload  'carload  lots  destined  to  or 
received  at  public  stockyards.'  We  contend  that  the  Commission 
has  no  jurisdiction  to  extend  the  limits  drawn  by  Congress. 

1  D  Rynder  for  the  Omaha  Packing  Company,  placed  on  the 
witness' 'stand  W.  A.  Mayfield,  assistant  to  the  traffic  manager 
of  Swift  &  Co.  He  testified  that  the  Omaha  Packing  Company 
as  well  as  the  other  companies  party  to  the  complaint,  are  all 
subsidiary  to  Swift  &  Co.  He  introduced  a  number  of  exhibits 
showing  the  location  of  various  plants,  one  each  in  Alabama, 
Omaha,  St.  Louis  and  Chicago,  and  a  number  in  New  England. 
In  each  of  these  instances,  he  said,  the  plant  has  to  compete  with 
packing  houses  which  obtain  their  live  stock  from  public  stock 
yards,  and,  therefore,  the  allowance  made  for  unloading  at  these 
vards  placed  a  burden  on  the  complaining  companies.  He  also 
said  that  shipments  of  live  stock  to  the  East  always  require  at 
least  one  unloading,  under  the  28-hour  law,  and  that  no  charge  is 
made  for  this  service  if  the  car  is  destined  to  a  public  stock 
yard.  On  the  other  hand,  a  charge  of  50  cents  a  car  is  made  it 
the  car  is  being  shipped  to  a  private  yard.  Figures  were  intro- 
duced purporting  to  show  that  the  complaining  companies  re- 
ceived approximately  45,000  cars  of  live  stock  a  year  and  that, 
therefore,  they  suffered  in  comparison  with  the  public  yards  to 
the  extent  of  $22,500  a  year,  assuming  the  uniform  unloading  al- 
lowance to  be  50  cents  per  car. 

In  cross-examining,  Kenneth  F.  Burgis  of  the  Burlington 
brought  out  the  fact  the  Omaha  Packing  Company  is  exempt  from 
terminal  charges  on  shipments  which  arrive  at  their  yards  over 
the  Burlington,  and  that  a  good  portion  of  shipments  are  so 
routed.  No  such  exemption,  it  was  admitted,  is  allowed  at  the 
Union  Stock  Yards,  the  packing  company's  nearest  public-yard 
competitor.  In  answer  to  a  question  as  to  whether  the  packing 
companies  would  require  the  carriers  to  make  an  allowance 
equal  to  the  maximum  made  to  public  yards,  the  witness  said  they 
would  be  willing  to  accept  an  allowance  covering  the  actual 
labor  involved.  He  denied  that  the  packers  would  also  seek  to 
obtain  a  loading  charge,  although  such  an  allowance  is  pro- 
vided for,  for  public  yards,  in  Section  15  of  the  interstate  com- 
merce act.  The  defendants  also  sought  to  prove  that  the  ex- 
pense incurred  by  packing  houses  in  driving  live  stock  from  pens 
in  public  stock  yards  to  their  slaughter  houses  is,  in  fact,  higher 
than  the  amount  allowed  for  unloading.  William  Burger  of  the 
L.  &  N.  and  G.  H.  Fernald  of  the  Boston  &  Albany  quizzed  the 
witness  regarding  the  amount  of  competition  the  complainants 
have  to  combat  in  Southern  and  New  England  territory. 

Walter  E.  McCornack,  for  the  Interior  Iowa  Packers,  placed 
on  the  stand  H.  W.  Davis,  traffic  manager,  John  Morrell  &  Co., 
Ottumwa,  la.  The  witness  introduced  a  list  of  public  stock 
yards  as  published  by  the  Bureau  of  Animal  Industries,  and  then 
introduced  tariffs  of  various  carriers  which  showed  that  allow- 
ances are  made  for  unloading  at  five  yards  not  designated  in 
the  bureau's  list.  He  said  that  if  the  carriers  would  agree  to 
unload  the  stock  at  private  yards,  all  the  facilities  of  the  packers 
represented- in  the  intervening  petition  would  be  placed  at  their 
disposal. 

Asked,  in  cross-examination,  whose  duty  it  would  be  to  see 
that  this  equipment  was  kept  in  a  safe  condition,  the  witness 
said  supervision  by  the  railway's  safety  council  or  the  Bureau 
of  Animal  Industries  would  not  be  objected  to.  Mr.  Norton  sought 
to  show  that  the  packers  have  just  as  much  right  to  expect  the 
carriers  to  unload  other  carload  freight  as  to  unload  live  stock. 
At  the  opening  of  the  second  day  of  the  hearing  K.  F. 
Burgis  moved,  in  behalf  of  the  defendants,  that  all  testimony 
introduced  by  intervening  petitioners  be  stricken  out.  This  mo- 
tion, he  explained,  was  in  line  with  his  objection  of  the  previous 
day,  when  he  said  that  such  complaints  as  they  might  have 
ought  to  be  stated  in  a  separate  formal  complaint. 

The  first  witness  called  by  the  carriers  was  L.  C.  Mahoney, 
assistant  general  freight  agent  of  the  Burlington,  who  stated 
that  h«  was  also  chairman  of  a  committee  appointed  by  the 
carriers  in  Western  Trunk  and  Western  Classification  territories 


line-haul  crews  must  pass 

to  the  Burlington.     As  a 

$3  terminal  charge  on  can 

from  which  the  Omaha  Packing  Company  is  exempt. 

Mr.  Mahoney  entered  an  exhibit  purporting  to  show  that,  in 
the  matter  of  bearing  unloading  charges,  the  defendants  were 
in  the  same  position  as  other  packing  companies  throughout 
the  country.  He  also  introduced  an  exhibit  which,  he  said, 
showed  that  the  hauling  of  live  stock  was  at  best  a  poorly  pay- 
ing item  of  transportation.  He  pointed  out  that  the  proportion 
of  net  weight  to  gross  weight  was  much  less  than  on  any  other 
kind  of  freight  except  household  goods.  Live  stock,  he  said, 
required  a  special  car  which  could  not  be  used  for  any  other 
purpose  except  under  difficulties;  its  transportation  required 
more  care  and  resulted  in  a  greater  hazard  than  on  almost  any 
other  kind  of  freight;  it  must  move  faster  than  other  goods; 
and  the  transportation  of  it  consequently  operated  to  delay 
other  trains.  The  observance  of  state  and  federal  regulations 
also  imposed  extra  expense,  as  did  the  transportation  of  care- 
takers. He  said  his  road  also  operated  a  special  arrangement 
for  the  fattening  of  live  stock  in  transit,  the  loading  and  un- 
loading under  this  arrangement  being  invariably  borne  by  others 
than  the  carrier. 

Mr.  Rynder,  in  cross-examination,  sought  to  have  the  witness 
admit  that  rates  on  live  stock  were  at  the  present  level  by  rea- 
son of  action  taken  by  the  Commission.  Except  in  a  few  scat- 
tered instances,  however,  the  witness  said,  such  was  not  the  case. 
G.  W.  Hamilton,  assistant  general  freight  agent  of  the  South- 
ern Pacific,  gave  evidence  with  a  view  toward  showing  the 
situation  in  the  West,  where,  he  said,  a  charge  of  $1.25  was  made 
in  addition  to  the  freight  rates,  in  cases  where  the  consignee 
was  not  at  hand  to  unload  the  live  stock  and  the  railroad  was 
required  to  perform  the  work. 

Richard  Van  Ummersen,  freight  traffic  manager  of  the  Bos- 
ton &  Albany,  was  placed  on  the  stand  by  William  Burger,  coun- 
sel for  that  line.  He  stated  that  the  number  of  cars  received 
last  year  at  the  Brighton  Stock  Yards,-  around  which  the  com- 
plaint centers  in  New  England,  was  only  1,790,  and  that  most 
of  these  were  loaded  with  cattle  for  resale  to  farmers  and  dairy- 
men. The  plants  represented  in  the  complaint,  on  the  other 
hand,  received  a  total  of  15,328  cars  in  the  same  period  of  time, 
he  said,  and  the  expense  to  the  New  England  carriers,  if  the 
packing  companies'  prayer  was  granted,  would  amount  to  $18,166 
a  year.  The  witness  also  stated  that,  with  one  exception,  none 
of  the  complainants  in  New  England  had  unloading  pens,  their 
practice  being  to  drive  the  live  stock  directly  into  sheds  or 
houses.  The  equipment  at  the  Brighton  Stock  Yards,  he  said, 
was  owned  by  the  Boston  '&  Albany  and  a  charge  of  from  10 
to  25  cents  a  head  was  made  for  use  of  the  pens  there. 

B.  F.   Morris,   assistant  chief    clerk    of    the    traffic    depart- 
ment, L.  &  N.,  said  that,  in  his  knowledge,  no  southern  packing 
plant  was  located  adjacent  to  public  stock  yards.     He  testified 
that  plants  located  in  Louisville  were  put  to  from   $18  to   $25 
weekly  expense  in  driving  the  live  stock  from  the  public  stock 
yard  to  the  packing  houses.     Mr.  Rynder  objected  to  this  testi- 
mony on  the  ground  that  the  location  of  a  packing  plant  con- 
stituted a  natural  disability  and  should  not  be  taken  into  con- 
sideration when  fixing  rates  and  allowances. 

C.  R.  Hillyer,  speaking  for  the  Chicago  Live  Stock  Exchange, 
said  he  did:  not  believe  the  rights  of  the  packers  now  using  the 
Union  Stock  Yards  in  Chicago  were  in  jeopardy,  but  that  they 
wished  to  retain  the  right  to  file  exceptions  in  case  these  rights 
were  attacked. 

Both  sides  waived  argument  and  agreed  to  file  briefs  within 
thirty  days. 


CENTRAL  OF  GEORGIA   LOANS 

The  Central  of  Georgia,  in  an  application  filed  with  the 
Commission,  asks  that  a  certificate  for  a  loan  of  $237,912  be 
substituted  for  a  certificate  for  a  loan  of  $815,000  issued  to  the 
applicant  July  21,  1920.  A  condition  of  the  first  certificate  was 
that  the  amount  to  be  financed  by  the  company  should  be  pro- 
cured from  other  sources  on  a  basis  not  higher  than  7  per  cent. 
This  condition,  the  Central  of  Georgia  says,  was  one  reason  why 
the  loan  has  never  been  perfected.  At  the  time  it  obtained  the 
first  certificate  the  company  planned  to  buy  7  locomotives, 
17  passenger  trains  and  800  freight  cars  but,  due  to  "unfavorable 
traffic  and  financial  conditions,"  the  company  says,  it  was 
deemed  inadvisable  to  proceed  further  and  it  was  decided  to  buy 
only  7  locomotives  and  17  passenger  trains.  It  proposes  to  apply 
the  new  loan,  if  granted,  on  the  cost  of  that  equipment. 
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DUPLICATION  OF  AGENCIES 

Kdiior  The  Traffic  World: 

I  have  read  with  interest  the  item  in  The  Traffic  World  of 
January  15  in  reference  to  duplication  of  agencies  in  Washing- 
ton. 

This  is  something  that  practically  everyone  has  been  know- 
ing for  a  number  of  years,  but  the  trouble  with  the  great  ma- 
jority of  us  is  that  we  are  satisfied  to  drag  along  under  these 
conditions  and  do  nothing  about  them  except  a  little  talking 
once  in  a  while.  Then  the  matter  is  forgotten  until  someone 
brings  it  up  again,  when  the  operation  is  repeated;  and  thus 
we  go  on  for  ages  under  a  system,  or,  rather,  lack  of  system, 
i hat  is  costing  our  country  millions  of  dollars  each  year. 

The  question  is  simply,  What  are  you  going  to  do  about  it? 

Practically  every  large  industry  in  the  country  has  its  effi- 
ciency expert,  and  it  is  difficult  to  understand  why  the  largest 
business  in  the  world  should  not  also  have  such  a  check  on  its 
operations. 

Why  not  have  an  "Efficiency  Commission,"  appointed  to  look 
into  the  functions  being  performed  and  the  methods  used  by 
every  branch  of  the  government,  with  a  view  to  centralizing  the 
work  of  the  various  departments?  It  might  cost  a  million  or 
so  dollars  to  acomplish  this  check,  but  it  would  save  many 
times  that  amount  within  a  year.  Let's  think  it  over  and  get 
someone  going  on  the  road  to  stopping  it. 

W.  O.  Allen,  Traffic  Manager, 
Kerr  Glass  Manufacturing  Co. 

Sand  Springs,  Okla..  Jan.  19,  1921. 


VALUE  AT  TIME  AND   PLACE   OF 
DELIVERY 

Kditor  The  Traffic  World: 

I  hesitate  in  writing  you  on  this  subject  inasmuch  as  it 
lias  already  taken  up  so  much  space  in  your  publication,  but  I 
believe  that  what  has  been  said  before  has  been  more  from  the 
legal  standpoint  than  the  actual  practical  application  of  the  de- 
cision  to  loss  and  damage  claims.  One  of  the  biggest  bugaboos 
that  the  claim  departments  of  the  carriers  as  well  as  the  ship- 
pers are  struggling  with  today,  is  what  constitutes  value  at  time 
and  place  of  delivery. 

The  court's  decision  in  the  so-called  McCaull-Dinsmore  case 
was  that  claimants  should  recover  "full  actual  loss"  or  "the  value 
Of  the  goods  at  the  point  of  destination  at  the  time  they  should 
1'ave  been  delivered." 

The  decision  itself  is  a  clear  interpretation  of  that  part  of 
the  Cummins'  amendment  which  provides  that  the  carrier  shall 
be  liable  to  the  lawful  holder  of  the  bill  of  lading  for  the  actual 
value  of  the  goods  lost  or  damaged  by  it,  and  holds  that  actual 
value  is  the  market  value  of  the  goods  at  destination  in  good 
condition  at  the  time  they  should  have  arrived. 

Coming  to  the  actual  application  of  the  decision  to  loss  and 
damage  claims,  considering  our  individual  position  as  whole- 
salers, should  we  compute  our  claims  on  what  it  would  cost  us  to 
replace  the  lost,  damaged  or  injured  goods,  or  at  the  price  which 

••an  prove  we  are  selling  the  same  goods  to  our  trade  on 
ilini  date?  And  again,  considering  the  matter  from  our  cus- 
mmer's  standpoint  as  the  retailer,  should  he  compute  his  claims 
(in  the  selling  price  in  his  store  on  that  date?  Before  going 
beyond  this  point,  almost  everyone  will  say  "No,"  because  this 
price  would  include  overhead  expenses,  profits,  etc.,  regardless 
of  whether  the  claimant's  position  be  that  of  either  the  buyer 
or  seller  of  the  goods  in  the  shipment.  Taking  into  considera- 
tion the  plaintiff's  position  in  the  McCaull-Dinsmore  case,  I  do 
not  believe  there  was  anything  said  in  the  court  record  about 
their  deducting  the  profits  or  expenses,  and  it  was  understood 
that  the  claimant  did  realize  his  regular  profit. 

Ordinarily,  the  same  goods  have  greater  value  to  the  whole- 
saler than  to  the  manufacturer  or  producer,  and  a  still  greater 
value  to  the  retailer.  Oftentimes  others  will  come  into  this 
chain  of  distribution  and  usually  there  Is  a  certain  expense  and 
profit  attached  to  each  transaction.  Again,  on  a  declining  mar- 
ket, there  may  be  a  downward  trend  somewhere  along  the  line. 
But  what  I  am  getting  at  is  the  fact  that  generally  the  claim 
departments  witli  which  I  have  dealt  on  this  proposition,  are 
insisting  on  settling  our  claims  for  loss  or  damage  on  the  manu- 
facturer's price.  Take,  for  instance,  sugar.  They  will  take  the 
refiner's  price  on  a  certain  date  at  New  York,  New  Orleans,  or 
San  Francisco,  and  add  freight  to  Omaha  to  determine  what 


they  would  designate  as  the  destination  market.  Using  this 
hypothesis  of  the  transportation  companies,  it  is  nothing  more 
or  less  than  paying  us  replacement  value.  Replacement  value. 
In  my  mind,  is  not  actual  value — to  replace  the  goods  we  would 
have  to  go  back  to  the  producer  or  our  usual  source  of  supply 
and  at  times  wait  four  to  six  weeks  to  receive  a  new  shipment, 
and  during  a  period  of  reverse  conditions  such  as  now  exists, 
the  market  may  decline  several  points  before  the  replacement 
is  actually  accomplished.  If  the  railroad  companies  pay  our 
losses  computed  on  our  selling  prices,  they  obviate  the  replace- 
ment program  and  I  do  not  believe  the  courts  intended  that  re- 
placement should  be  the  formula.  It  might  be  well  to  consider 
the  matter  in  another  light  in  that  if  the  carriers  should  so 
desire,  they  could  make  actual  physical  replacement  within  a 
reasonable  time  and  thereby  fulfill  their  contract  of  carriage. 

The  price  at  which  we  are  selling  any  particular  commodity 
certainly  represents  Its  value  to  us,  because  we  are  engaged  in 
a  business  which  depends  entirely  on  resale.  This  is  more  or 
less  true  of  nearly  every  business. 

It  may  take  some  further  decisions  in  order  to  clarify 
existing  rules  and  to  bring  about  a  clearer  interpretation  and 
understanding  of  the  original  decision,  but  I  think  it  is  cer- 
tainly a  fine  thing  to  interchange  our  ideas  through  the  medium 
of  your  magazine  when  such  an  important  matter  has  the  un- 
settled phases  which  now  present  themselves  in  the  practical 
application. 

H.  J.  Hughes  Company, 
A.  W.  Lowe,  Traffic  Manager. 

Omaha,   Neb.,  Jan.   25,   1921. 


SPEEDY  MOVEMENT  OF  TRAFFIC 

Editor  The  Traffic  World: 

Prom  time  to  time,  we  have  been  reading,  with  intense  inter- 
est, the  various  articles  in  The  Open  Forum  regarding  the  more 
efficient  manner  in  which  railroads  are  moving  carload  traffic. 

To  illustrate,  we  may  cite  the  case  of  a  car  which  was  loaded 
by  the  Grand  Trunk  Railway,  at  Bowmanville,  Ont.,  with  grey 
iron  castings,  forwarded  from  Bowmanville  11:43  p.  m.,  Decem- 
ber 29,  running  by  way  of  Mimico  and  arriving  at  Sarnia  Tunnel 
at  5:30  a.  m.  on  December  31,  a  distance  of  221  miles,  thereby 
moving  approximately  147  miles  per  car  day. 

This  is  not  the  only  case  which  we  could  quote,  but  it  has 
answered  our  purpose,  to  illustrate  the  speedy  and  efficient  man- 
ner in  which  our  Canadian  railways  are  now  handling  carload 
traffic.  The  Perfection  Stove  Co.,  Ltd. 

Sarnia,  Ont.,  Jan.  25,  1921.  G.  E.  Laurie,  T.  M. 


WAR  TAX  ON  FREIGHT 

Editor  The  Traffic  World: 

Following  up  my  letter  of  yesterday  (published  in  the  Open 
Forum  of  Jan.  22),  I  have  just  located  the  following  information 
regarding  the  war  revenue  tax  on  freight  charges,  the  law  read- 
ing that  the  war  tax  of  3  per  cent  applies  to  charges  accruing 
or  resulting  by  the  direct  or  indirect  handling  of  freight  by  rail, 
water  or  motor  truck,  and  accessory  service  comprising  thirty 
different  items  of  service  rendered  by  transportation  companies 
in  handling  shipments  from  originating  point  to  destination. 
These  items  are  as  follows:  (1)  Switching.  (2)  Car  demur- 
rage (if  a  part  of  transportation).  (3)  Track  storage.  (4)  Stor- 
age in  stations,  warehouses,  elevator,  piers,  or  on  the  ground 
(if  a  part  of  transportation).  (5)  Weighing  and  reweighing. 
(6)  Handling.  (7)  Diversion  or  reconsignment.  (8)  Ferry  or, 
trap  cars.  (9)  Stoppage  in  transit  for  assorting,  blending,  clean- 
ing, dressing,  fabrication,  Inspection,  malting,  milling,  mixing, 
refining,  shelling,  storage  or  other  purposes.  (10)  Stoppage  in 
transit  of  live  stock,  fresh  meats,  packing-house  products  or  other 
freight  for  completion  of  loading  or  for  partial  unloading.  (11) 
Compression  of  cotton.  (12)  Elevator  services  and  facilities. 
(13)  Icing,  refrigeration  or  ventilation  services.  (14)  Heater  or 
insulated  car  services.  (15)  Car  rental,  such  as  rental  of  refrig- 
erator, live  stock,  live  flsh  and  live  poultry  cars,  and  rental  of 
cars  used  in  switching  service.  (16)  Feeding,  watering,  yard- 
age, bedding,  dipping,  loading  or  unloading  of  live  stock.  (17) 
Cleaning  and  disinfecting  cars.  (18)  Lining  cars  for  freight  In 
bulk.  (19)  Blocking,  staking  or  otherwise  securing  property  in 
or  on  cars  for  safe  transportation.  (20)  Transfer  in  transit. 
(21)  Assembling  and  reloading  blocking  material  for  return 
movement.  (22)  Boxing  or  crating.  (23)  Dockage,  handling  and 
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storage  of  iron  ore,  pig  iron  or  other  freight.  (24)  Delivery  of 
cars  of  iron  ore  at  destination.  (25)  Transferring  coal  from 
cars  to  vessels  and  from  vessels  to  cars.  (26)  Lighterage,  float- 
age or  towage  of  vessels,  and  demurrage  for  detention  of  vessels. 
(27)  Wharfage.  (28)  Trimming  cargo  in  vessels.  (29)  Circus 
trains.  (30)  Any  other  service  performed  or  facility  furnished 
by  or  on  behalf  of  common  carriers  in  connection  with  the  trans- 
portation of  freight  from  one  point  in  the  United  States  to  any 
other  point  in  the  United  States,  for  which  service  or  facility 
a  charge  is  made  in  addition  to  the  transportation  rate. 

The  war  tax  of  3  per  cent  must  be  paid  by  the  person  who 
pays  for  the  service  or  facilities  rendered  by  a  carrier  or  car- 
riers, and  is  collected  by  the  person  who  receives  the  payment 
for  transportation  services  or  facilities  furnished. 

There  are  also  nine  items  which  are  not  subject  to  the  3 
per  cent  war  tax,  as  follows: 

(1)  On  any  consignment  of  freight  the  charges  on  which 
amount  to  sixteen  (16)  cents  or  less.  (2)  Services  rendered  to 
the  United  States  or  any  of  the  states,  or  to  the  District  of 
Columbia,  Alaska  or  Hawaii,  including  countries,  cities,  towns 
or  other  municipalities.  (3)  Transportation  by  a  carrier  of  its 
own  material.  (4)  Freight  in  transit  through  the  United  States. 
Freight  from  a  point  in  a  foreign  country,  consigned  to  a  point 
in  a  foreign  country,  passing  through  any  of  the  states  of  the 
United  States  in  transit,  including  freight  consigned  to  a  port 
of  the  United  States  "for  export"  and  delivered  by  a  carrier 
in  the  United  States  to  an  ocean  carrier  for  export  to  a  foreign 
country.  (5)  Demurrage  and  storage  (when  transportation  Is 
completed.  (6)  Drayage  or  cartage.  (7)  Services  performed 
and  facilities  furnished  in  connection  with  the  transportation 
of  freight  for  account  of  governmental  agencies  shown  when 
exemption  certificate  as  per  Treasury  Department  Form  No.  750 
is  furnished  by  the  accredited  officer  of  each  agency  for  each 
consignment  of  property.  (8)  Freight  consigned  or  destined  to 
Porto  Rico,  the  Philippine  Islands  and  the  Virgin  Islands,  when 
the  property  is  transported  and  delivered  to  an  ocean  carrier 
without  stoppage  in  transit  for  a  business  purpose.  (9)  Export 
freight  when  transported  from  a  point  in  the  United  States  to 
a  port  in  the  United  States  destined  to  a  foreign  country  when 
the  requirements  of  "Temporary  Exemption  Certificate — Trans- 
portation Tax,"  "Certificate  of  Exportation — Transportation  Tax" 
and  "Foreign  Requirements  Certificate"  are  complied  with  as 
shown  in  connection  with  Treasury  Department  forms. 

The  Under-Feed  Stoker  Co.  of  America, 

W.  M.  Bosworth,  Traffic  Manager. 

Detroit,  Jan.  19,  1921. 

Editor  the  Traffic  World: 

In  writing  my  letter  on  the  subject  of  increased  war  tax  on 
freight  charges  it  never  occurred  to  me  that  anyone  familiar  with 
freight  charges  would  understand  my  letter  to  mean  that  there 
was  an  increase  in  the  percentage  on  which  war  tax  is  figured. 
We  are  well  aware  of  the  fact  that  the  war  tax  is  still  3  per  cent 
of  the  freight  charges,  and  it  is  because  of  this  very  fact  that  the 
shippers  of  the  country  have  had  nearly  a  one  hundred  million 
dollar  increase  in  this  form  of  taxation,  since  the  law  providing 
for  this  taxation  was  passed  in  1917. 

Our  company  is  now  paying  war  tax  on  freight  charges  at  the 
rate  of  twenty-five  thousand  dollars  per  annum  for  the  same 
amount  of  freight  that  would  have  borne  fourteen  thousand  dollar 
tax  in  1917.  We  somehow  feel  that  we  have  had  an  increase  in 
this  form  of  taxation.  Also  Mr.  Hyde,  traffic  manager  of  Endicott 
Johnson,  one  of  the  largest  shoe  manufacturers  in  the  world 
states  that  he  is  now  paying  two  million  dollars  per  annum  in 
freight  charges,  and  he  seems  to  be  under  the  impression  that 
the  sixty  thousand  dollars  a  year  war  tax  he  is  now  paying  in- 
cludes an  increase  of  twenty-six  thousand  dollars  in  war  tax. 

The  point  we  tried  to  make  clear  is  that  in  1917  Congress 
decided  that  various  items  should  be  taxed  to  return  a  certain 
amount  of  revenue  to  the  government,  and  decided  that  a  certain 
amount  of  money  should  be  secured  as  a  tax  on  freight  charges. 
To  secure  this  amount  of  money  it  was  necessary  to  place  a  3 
per  cent  tax  on  these  freight  charges.    If  it  had  been  decided  by 
Congress  at  that  time  that  this  form  of  taxation  should  return 
e  amount  of  money  that  is  secured  today  in  this  form  of  taxa- 
tion, it  would  have  made  the  tax  5%  per  cent.    That  percentage 
would  have  been  necessary  to  bring  in  the  amount  of  money 
this  form  of  taxation  is  securing  today.    While  Congress  of 
course,  understood  that  rates  fluctuate,  it  certainly  did  not  con- 
template that  this  form  of  taxation  would  nearly  double  within 
iree  years  after  passing  the  law,  without  amending  the  law 
ithout  any  thought  on  the  part  of  Congress  to  increase  this 
taxation,  the  taxation  has  been  nearly  doubled  through 
a  of  Congress  to  increase  the  revenue  to  the  railroads 
The  facts  are  that  this  matter  has  been  simply  overlooked 
by  r  ongress  and  is  being  overlooked  by  the  shippers  of  the  coun- 
try.   Our  conviction  that  this  is  the  situation  was  strengthened 
•r  discussing  this  matter  last  week  with  officials  of  the  gov 
prnment  in  Washington,  and  officials  of  the  United  States  Char 
ber  of  Commerce.    This  Is  the  importance  of  calling  attention  To 
ie  matter  and.our  reason  for  writing  this  letter,  and  we  urge  on 


the  shippers. of  the  country,  who  feel  that  they  are  paying  an 
increase  in  this  war  tax,  that  they  take  it  upon  themselves  to 
call  the  attention  of  their  Representatives  in  Congress  to  this 
situation. 

The  statement  was  made  in  one  criticism  of  our  letter  that 
"we  can  well  afford  to  stand  such  a  small  item."  As  for  this 
being  a  small  item,  wish  to  refer  to  the  item  on  page  133,  Traffic 
World  of  January  15,  1921,  in  which  it  is  stated  that  Class  I  rail- 
roads had  a  gross  revenue  of  approximately  $6,200,000,000  in  1920, 
according  to  estimates  made  by  Julius  H.  Parmelee,  Director  of 
the  Bureau  of  Railway  Economics.  If  that  estimate  is  correct  the 
shippers  last  year  paid  one  hundred  and  eighty-six  million  dol- 
lars in  this  form  of  taxation.  Keeping  in  mind  that  the  freight 
rates  were  not  increased  last  year  until  August  26,  it  will  be 
seen  that  this  form  of  taxation  will  cost  the  shippers  in  1921  over 
one  quarter  billion  dollars,  without  any  increase  in  the  tonnage 
handled — so  much  for  this  being  a  small  item.  A  quarter  of  a 
billion  dollars  to  the  shippers  of  the  country  and  twenty-five 
thousand  dollars  per  annum  to  this  company  does  not  appear  to 
be  such  a  small  item. 

The  more  we  study  this  matter,  the  further  we  are  convinced 
that  any  tax  on  transportation  is  wrong  in  that  it  tends  to  restrict 
the  free  exchange  of  goods,  and  in  that  way  operates  like  a  toll- 
gate.  The  tollgate  has  long  since  become  obsolete  in  all  prog- 
ressive communities,  being  recognized  as  a  wrong  form  of  taxa- 
tion for  the  reason  that  it  restricts  the  free  use  of  the  roads.  Any 
tax  that  restricts  the  free  exchange  of  goods  is  wrong  and  should 
be  repealed;  for  transportation,  or  the  free  exchange  of  goods  is 
the  most  essential  factor  in  the  prosperity  of  this  country.  The 
excessive  high  freight  rates  of  today  are  already  restricting  the 
free  movement  of  traffic,  and  this  tax  on  freight  charges,  being 
an  additional  cost  of  transportation,  is  further  restricting  the  free 
movement  of  traffic,  and  in  that  way  is  a  burden  upon  the  rail- 
roads. 

Monsanto  Chemical  Works, 

St.  Louis,  Jan.  25,  1921.  S.  W.  Allender,  T.  M. 


DISCUSSION  OF  TRANSPORTATION  ACT 

Editor  The  Traffic  World: 

The  writer  has  read  with  keen  pleasure  your  editorial  of 
January  15,  entitled  "Legislative  Ignorance,"  wherein  you  take 
a  whack  at  Congressman  Huddleston  of  Alabama  for  remarks 
made  by  him  concerning  the  transportation  act,  which  were  pub- 
lished in  The  Traffic  World  of  January  8.  It  would  be  well  if 
every  shipper,  traffic  man  and  government  official  -were  to  read 
it  and  do  some  tall  thinking. 

It  is  my  desire  to  quote  certain  salient  features  of  the  trans- 
portation act,  ask  some  questions,  and  state  certain  conclusions, 
with  the  hope  that  some  of  our  able  thinkers  will  discuss  these 
questions  through  the  medium  of  your  columns  and  thus  help 
us  to  find  the  truth,  which,  once  found,  will  light  the  way  into 
the  fog-bound  future. 

Those  parts  of  the  act  to  which  reference  is  made  follow: 

In  the  exercise  of  its  power  to  prescribe  just  and  reasonable  rates 
the  Commission  shall  initiate,  modify,  establish  or  adjust  such  rates 
>  that  carriers  as  a  whole  (or  as  a  whole  in  each  of  such  rate  group? 
or  territories  as  the  Commission  may  from  time  to  time  designate) 
will,  under  honest,  efficient  and  economical  management  and  reason- 
able expenditures  for  maintenance  of  way,  structures  and  equipment 
earn  an  aggregate  net  railway  operating  income  equal,  as  nearly  as 
may  be,  to  a  fair  return  upon  the  aggregate  value  of  the  railway 
property  of  such  carriers  held  for  and  used  in  the  service  of  trans- 
portation; Provided,  That  the  Commission  shall  have  reasonable  lati- 
tude to  modify  or  adjust  any  particular  rate  which  it  may  find  to  be 
unjust  or  unreasonable,  and  to  prescribe  different  rates  for  different 
sections  of  the  country. 

The  act  further  provides  that  the  Commission  shall  from 
time  to  time  determine  and  make  public  what  percentage  of 
such  aggregate  property  value  constitutes  a  fair  return  thereon, 
and  that  for  the  two  years  beginning  March  1,  1920,  the  Com- 
mission shall  take  as  such  fair  return  a  sum  equal  to  5%  per 
cent  of  such  aggregate  value,  but  may,  in  its  discretion,  add 
thereto  a  sum  not  exceeding  one-half  of  one  per  cent  of  such 
aggregate  value  to  make  provisions  for  improvements,  etc. ;  that 
f  any  carrier  receives  for  any  year  a  net  railway  operating 
income  in  excess  of  6  per  cent,  one-half  of  such  excess  shall  be 
placed  in  a  reserve  fund  established  and  maintained  by  such 
carrier,  and  the  remaining  one-half  paid  to  the  Commission  for 
the  purpose  of  maintaining  a  general  railroad  contingent  fund. 
The  reserve  fund  need  not  be  accumulated  and  maintained  by 
any  carrier  beyond  a  sum  equal  to  5  per  cent  of  the  value  of 
its  railway  property.  A  carrier  may  at  any  time  make  applica- 
tion to  the  Commission  for  a  loan  from  the  contingent  fund,  such 
loan  to  bear  interest  at  6  per  cent.  A  road  may  draw  from  the 
reserve  fund  established  and  maintained  by  it  to  the  extent  that 
its  net  operating  revenue  for  any  year  is  less  than  6  per  cent, 
for  the  purpose  of  paying  dividends  or  interest  on  its  stocks, 
bonds  or  other  securities,  or  rent  for  leased  roads  but  for  no 
other  reason. 

Will  the  Commission  attempt  to  provide  rates  which  will 
hold  the  net  railway  operating  income  at  6  per  cent,  under  eco- 
nomical management?  In  other  words,  should  a  group  of  roads 
in  a  given  territory  earn  10  per  cent,  will  the  Commission  reduce 
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raten  to  a  bants  which.  In  the  Commission's  opinion,  will  earn 
i;  IHT  cent?  The  act  merely  provides  that  rates  shall  be  fixed 
which  will  under  economical  management  yield  6  per  cent. 

It  i«  hard  to  see  how  the  Commission  or  any  other  body 
ran  imiii  rates  at  a  given  level  when  economic  conditions  demand 
thai  iti>y  be  higher  or  lower  than  such  level.  Of  course,  It  is 
possible,  but  what  will  be  the  result?  If  the  Commission  adjusts 
ratios  in  a  given  territory  HO  that  they  will  yield  6  per  cent,  old 
and  rstaldisht'd  rate  adjustments  will  be  thrown  out  of  line,  with 
conseiiui-ni  hardships  to  certain  Industries  and  localities.  All 
roads  do  not  operate  at  the  same  degree  of  efficiency,  and  one 
road  may  earn  6  per  cent,  while  another  in  the  same  territory 
and  under  substantially  the  same  conditions,  may  earn  8  per 
cent,  or  perhaps  less  than  6  per  cent.  The  Commission  has  a 
e  order  when  it  is  directed  to  fix  a  rate  of  income  which 
will  constitute  a  fair  return  in  a  given  territory,  or  as  a  whole. 
It  would  seem  that  all  the  Commission  can  do  is  to  strike  an 
average,  as  a  whole  or  in  a  given  territory.  No  two  roads  or 
groups  of  roads  will  operate  with  the  same  degree  of  efficiency, 
e\  en  though  all  are  economically  operated  and  managed,  and  a 
road  which,  by  reason  of  very  great  efficiency,  succeeds  in  earn- 
ing large  returns,  is  penalized,  while  a  road  which  earns  merely 
6  per  cent  pays  no  penalty,  if  it  may  be  termed  that.  Is  there 
sufficient  incentive  left  to  encourage  any  road  to  aim  at  manage- 
ment which  will  earn  more  than  6  per  cent? 

If  restrictions  like  these  were  thrown  around  our  indus- 
s,  it  is  not  hard  to  see  that  they  would  seriously  hamper 
business  as  a  whole,  and  lead  to  rising  costs.  To  illustrate: 
One  business  man  may  earn  a  yearly  net  income  of  6  per  cent. 
Another,  in  the  same  line  of  business,  by  reason  of  efficient 
management,  average  6  per  cent  on  every  sale  and,  by  quick 
turnover  of  stocks  and  cutting  costs,  earn  many  times  6  per 
cent  in  a  year.  The  efficient  business  man  will  increase  the 
supply  of  his  product  and  ultimately  decrease  his  selling  price, 
because  of  the  operation  of  the  law  of  supply  and  demand,  but 
his  rate  of  return  will  remain  high,  as  his  lower  selling  price 
will  increase  his  volume  of  business,  so  long  as  too  much  capital 
has  not  been  invested  in  that  particular  industry.  He  will  ulti- 
mately drive  his  6  per  cent  a  year  competitor  off  the  market. 
Stated  differently,  as  business  men  in  any  industry  become  more 
efficient,  prices  decline  and  the  inefficient  are  no  longer  able 
to  operate.  If  the  'efficient  man  were  operating  under  an  act 
which  provided  that  he  must  divide  with  the  government  all 
earnings  over  6  per  cent,  and  must  maintain  a  reserve  fund  of 
5  per  cent,  it  is  difficult  to  see  how  he  would  have  much  in- 
centive to  earn  more  than  6  per  cent,  and  it  is  very  easy  to  see 
that  his  prices  would  remain  higher  than  before  his  business 
became  subject  to  such  restrictions. 

It  may  be  argued  that  transportation  is  a  different  proposi- 
tion, but  the  same  economic  laws  govern  transportation  that 
i:overn  industries,  as  anyone  will  agree  who  has  thought  much 
about  the  subject.  Rates  must  be  such  that  they  will  move  all 
of  the  traffic — not  part  of  it — and  at  the  same  time  earn  a  rea- 
sonable return  to  the  investor.  With  the  Labor  Board  fixing 
wages,  the  Commission  fixing  rates  and  economic  laws  fixing  the 
volume  of  business,  where  will  it  all  lead?  The  writer  can  draw 
no  other  conclusion  but  government  ownership.  Commissioner 
('lark  lias  said:  "We  are  going  into  a  new  era.  It  is  to  be  the 
test  of  private  operation  of  railroads.  If  it  fails,  we  must  go 
to  government  operation."  Is  it  not  true  that  we  virtually  have 
government  operation  now?  Commissioner  Clark  has  also  said 
that  the  underlying  idea  of  the  act  is  service  to  the  public. 
Considering  everything,  does  it  not  appear  that  the  act  attempts 
to  provide  for  present  needs  without  taking  into  consideration 
the  larger  question  of  permanent  benefits  in  the  more  distant 
future,  although  the  avowed  purpose  is  otherwise? 

Geo.  K.  Ramsey,  Traffic  Manager, 

Frampton-Foster  Lumber  Co. 
Pittsburgh,  Pa.,  Jan.  22,  1921. 


TAX  ON  DEMURRAGE 

Kditor  The  Traffic  World: 

The  writer  would  like  to  have  the  views  of  some  of  the  read- 
of  The  Traffic  World  with  reference  to  the  Treasury  Decision 

"•"'22  declaring  demurrage  charges  not  subject  to  transportation 

After  this  decision  was  rendered  (which,  by  the  way,  was 
retroactive  to  February  25,  1919)  we  entered  claim  for  war  tax 
on  all  demurrage  bills  covering  this  period.  Later  this  claim 
was  declined  by  the  Treasury  Department  in  accordance  with 
Treasury  Decision  3096  amending  articles  2  and  51  of  Regulation 
49,  revised  and  revoked  Treasury  Decision  3022. 

Article  2  of  the  above  decision  defines  the  word  "transporta- 
tion." on  which  there  is  no  question  in  the  writer's  mind.  But 
i  he  part  that  is  confusing  is  Article  51  which  reads  as  follows: 

stor.-iKe  < 'MarKes — Amounts  paid  for  storage  cnarges  if  a  part  of 

transportation  are  suhjert  to  tux.     Storage  after  delivery  to  owner  Is 

•  >t    put   nt  transportation.     Storage  by   or  In  behalf  of  carrier  fur- 

•  •<l  to  the  shipper  on  receipt  of  goods  for  shipment,  storage  by  or 

n    behalf    of    carrier   at    destination    before    delivery    to    the    owner 

'hi  r    in    outside    warehouse    or   otherwise    Is   part    of   transporta- 

m<l  Miblfct  to  tax.     Howevi  i .  wln-ri-  consignee  hnu  been  notified 


ol   arrival   of   shipment   ut   drstliiiillon    "',il    full*    '"    '•'""•••     wllhtn   a 
immutable   time  after  receipt  of  noiltli  ntli.n.   transportation    h 
•Idered  a*   being  ended  nfti-r  mirh   rwisoimM.-   tlnn-.    ami   efeMCM   lor 
storage  thereafter  are  not  subject  to  tax. 

There  are  two  railroads  operating  from  thin  station  taking 
opposite  views  of  the  above  ruling.    In  other  words,  one  assess 
war  tax  on  storage  charges  while  the  other  does  not. 

The  railroad  collecting  tax  give*  its  reason  for  doing  BO  the 
clause,  "storage  by  or  In  behalf  of  the  carrier  at  destination  be- 
fore delivery  to  the  owner,  whether  In  outside  warehouse  or 
otherwise,  la  part  of  transportation  and  subject  to  tax,"  while  the 
other  line  takes  the  clause,  "where  consignee  has  been  notified 
of  arrival  of  the  shipment,  etc."  as  authority  for  not  collecting 
tax. 

There  Is,  we  consider,  one  weak  place  in  the  above  decision 
as  it  does  not  specify  definitely  what  is  a  reasonable  time,  but 
we  have  taken  it  for  granted. that  It  means  forty-eight  hours 
after  arrival  of  goods,  at  which  time  storage  charges  begin. 

We  receive  notification  of  all  freight  received  at  the  freight 
house  as  specified  in  Article  51  and  if  unable  to  take  delivery  on 
free  time,  we  believe  we  should  not  pay  any  tax  on  the  storage 
collected  after  such  free  time  in  accordance  with  the  above 
ruling. 

No  doubt  some  of  your  readers  will  agree  that  the  wording 
of  the  above  article  seems  contradictory,  but,  to  say  the  least,  it 
is  confusing  The  Lamson  Company, 

Lowell,  Mass.,  Jan.  24,  1921.  A.  F.  Pascall,  T.  M. 

CLAIMS  FOR  COAL  LOSSES 

Editor  The  Traffic  World: 

The  query  "how  to  collect  claims  for  loss  of  coal,"  appear- 
ing in  your  publication,  and  your  reply  to  Connecticut  in  the 
issue  of  Jrnuary  15,  recalls  lo  mind  communications  addressed 
to  you  and  letters  to  the  United  States  Railroad  Administration, 
copies  of  which  were  forwarded  to  you  on  this  subject  by  me 
some  few  years  ago. 

The  carriers  conduct  campaigns  to  induce  heavy  loading  of 
cars  and  the  utilization  of  all  loading  space  (full  visible  ca- 
pacity). On  all  commodities  that  means,  load  all  that  the  car 
will  safely  hold.  But  what  about  coal?  What  has  been  the 
experience  of  receivers  of  coal?  Cars  for  coal  loading  must  be 
loaded  in  excess  of  their  space  or  visible  capacity.  You  receive 
cars  with  coal  heaped  over  the  sides  and  piled  up  towards  the 
center.  Nothing  to  prevent  coal  from  rolling  off  except  the 
few  lumps  that  may  be  placed  around  the  edges  and  which  can 
be  and  are  jarred  loose  while  in  transit.  If  cars  are  not  loaded 
in  that  manner,  heaped  above  the  sides,  the  shipper  is  taken  to 
task  by  the  carrier  and  he  complies.  He  encounters  no  risks, 
but  does  receive  compensation  for  coal  that  never  reaches  desti- 
nation, as  likewise  does  the  carrier.  One  particular  carrier  fur- 
nished its  agents  at  coal  loading  points  with  elaborate  diagrams 
and  specifications  illustrating  the  manner  in  which  open  cars 
loaded  with  coal  must  be  heaped  above  the  sides  before  they 
would  be  accepted  from  the  shipper.  The  result  is  that  con- 
signee pays  for  coal  and  freight  thereon  that  is  not,  and  can  not 
be,  delivered.  It  is  lost  in  transit. 

Letters  from  the  carriers  declining  this  class  of  claims  in- 
variably contain  the  statement:  "Car  was  delivered  in  good  con- 
dition, no  mechanical  defects  noted,  and  no  evidence  of  loss." 

The  arrival  of  an  open  car  loaded  with  coal  in  any  com- 
munity invites  the  public  policy  of  "help  yourself."  Theft  in 
transit  is  known  to  carrier  and  shipper  alike;  but  all  the  hazards 
are  at  the  expense  of  the  consignee.  The  carrier  seldom  admits 
such  liability,  but  does  not  hesitate  to  remind  the  claimant  that 
his  loss  may  be  due  to  improper  weighing  at  destination,  or  the 
failure  to  weigh  and  record  each  wagonload,  or  the  opportunity 
of  pilferage  at  destination,  or  the  possibility  that  his  scales  are 
not  weighing  correctly. 

But  does  the  carrier  keep  his  own  house  in  order?  The 
established  facts  that  cars  are  pilfered  while  in  transit,  that 
weighing  is  mostly  done  while  cars  are  in  motion,  that  its  own 
scales  are  not  always  in  accurate  weighing  condition,  that  sten- 
ciled tares  are  sometimes  so  old  they  do  not  represent  the  cor- 
rect light  weight  or  so  obliterated  that  correct  reading  is  im- 
possible, and  that  cars  are  in  its  possession  over  a  longer  period 
than  held  by  consignee,  are  all  ignored  by  him.  The  fact  that 
wagon  scales  must  be  correct  and  the  weighing  correctly  per- 
formed or  the  consignee  is  liable  to  punishment  by  his  com- 
munity, is  also  ignored. 

The  attempt  of  the  United  States  Railroad  Administration 
to  solve  all  railroad  problems  did  offer  some  hope  of  relief.  The 
protracted  consideration  given  this  subject  has. come  to  naught. 
The  administration  had  under  consideration  the  promulgation  of 
rules  and  regulations  to  afford  relief,  making  exhaustive  in- 
vestigations; but  no  regulations.  th«  result  of  these  investiga- 
tions, have  ever  been  formulated. 

Has  it  ever  occurred  to  you  why  this  condition  exists?  Per- 
haps this  surmise  is  correct:  Lack  of  organization.  The  ship- 
pers and  carriers  are  few  as  compared  with  the  numbers  engaged 
in  the  receiving  of  coal,  but  both  are  strongly  organized.  Both 
hold  your  money;  the  consignee  assumes  the  loss.  Why?  Be- 
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cause  he  is  not  organized.  There  are  innumerable  associations 
in  which  the  consignee  holds  membership,  and  who  may  pos- 
sibly handle  and  collect  some  few  of  his  claims.  But  with  what 
degree  of  success?  There  is.  no  national  body  that  will  give 
these  problems  consideration  and  work  with  the  carriers  and 
shippers  to  obtain  a  solution  of  these  difficulties.  Until  that  is 
done  these  troubles  will  continue. 

An  organization  of  all  receivers  of  coal  investigating  the 
methods  employed  by  consignees  in  the  handling  of  their  coal, 
and  then  conferring  with  carriers  and  shippers,  is  the  only 
method  whereby  satisfactory  solution  of  these  difficulties  will 
be  obtained. 

Organization  has  obtained  the  present  scale  of  freight  rates 
on  all  commodities.  To  the  lack  of  it  may  be  attributed  the 
present  rating  or  classification  on  household  goods,  worth  21 
cents  per  cwt. — double  first-class  rate. 

One  other  point  to  be  remembered.  The  carriers  lay  great 
stress  on  the  appearance  of  the  car  on  its  arrival  at  destination. 
On  no  other  article  of  commerce  is  the  merit  of  a  claim  for  loss 
determined  only  by  the  appearance  of  the  load  at  destination. 
The  destination  tally  or  weight,  as  compared  with  the  origin 
tally  or  weight,  determines  the  amount  of  loss,  but  not  so  with 
coal.  Here  again  is  a  forceful  illustration  of  the  lack  of  con- 
certed action. 

There  are  certain  safeguards  with  which  the  consignee  may 
surround  himself  that  may  secure  payment  of  his  claims.  Many 
of  them  have  been  tried  by  me  with  considerable  success.  How- 
ever, the  only  positive  method  of  collecting  is  by  suit  in  your 
local  courts.  The  law  clearly  defines  the  duties  of  the  carrier 
and  the  rights  of  the  consignee.  But  coal  seems  to  be  outside  of 
the  law  and  not  "within  the  law." 

These  remarks  are  the  result  of  careful  study  and  close 
observation  of  what  transpires  in  the  carriers'  yards,  over  a 
period  of  eight  years  engaged  in  the  handling  of  traffic  for 
fifty  coal  yards. 

Warren,  Ark.,  Jan.  20,  1921.  J.  C.  Anthoni. 


TRACING   L.   C.  L.   SHIPMENTS 

Editor  The  Traffic  World: 

Any  business,  railroad  or  industrial,  if  it  would  grow,  must 
furnish  the  best  possible  service,  to  its  patrons.  Such  service 
must  surely  include  the  furnishing  of  reliable  information  with 
regard  to  the  patrons'  orders  or  shipments. 

The  keeping  of  records  necessary  to  furnish  required  in- 
formation is  not  so  expensive  as  their  lack,  for  inefficiency  is 
always  the  more  costly.  It  stands  to  reason,  therefore,  that 
record  of  L.  C.  L.  freight  movements  should  be  kept  and  that 
such  service  would  not  entail  tremendous  expense.  That  this  is 
actually  the  case  is  proved  by  the  D.  L.  &  W.  R.  R.  having  kept 
these  records  continuously,  although  its  competitors  had  ceased 
the  practice  for  many  years.  That  the  D.  L.  &  W.'s  financial 
condition  is  unexcelled  is  known.  Furthermore,  railroad  officials 
with  whom  the  writer  has  discussed  this  matter  are  agreed  that 
these  records  should  be  kept  and  they  themselves  state  that  they 
prefer  this  being  done  rather  than  the  present  unsatisfactory 
manner  of  answering  their  patrons'  inquiries. 

All  railroads  should  give  this  service,  for  the  following  rea- 
sons: It  means  more  reliable  service;  enables  the  locating  of 
delayed  small  shipments;  aids  in  expediting  such  delayed  ship- 
ments; eliminates  the  entering  of  many  unnecessary  claims; 
grants  to  shippers  necessary  information  with  reference  to 
movement  of  shipments  upon  which  plant  operations  are  de- 
pendent. Other  advantages  incident  to  those  mentioned  are  also 
obtained,  as,  for  instance,  the  avoidance  of  ordering  unneces- 
sarily, for  shipment  via  express,  material  needed  to  maintain 
operations  which  would  not  be  done  were  information  obtain- 
able as  to  movement  of  shipments  en  route.  This  information 
often  would  enable  continuance  of  operations  that  otherwise 
would  be  stopped,  and  not  the  least  of  the  benefits  would  be  the 
relief  to  the  mind  of  the  traffic  man  who  is  striving  to  locate  said 
shipment.  The  extreme  annoyance  under  present  service  with 
wasted  effort  endeavoring  to  locate  some  important  though  small 
shipment  should  be  overcome. 

It  is  conceded  that  the  keeping  of  these  records  will  neither 
expedite  nor  retard  the  normal  movement  of  L.  C.  L.  freight,  yet, 
while  it  is  true  that  such  freight  is  scheduled  for  "fast  time" 
service,  delays  do  occur. 

The  statement  that  transfer  records  on  L.  C.  L.  shipments 
were  abolished  as  a  result  of  adoption  of  the  Vericheck  system 
is  wrong,  these  records  having  been  omitted  very  generally  prior 
to  that  time,  in  many  instances  being  due  to  the  "campaign  to 
reduce  expenses,"  which  many  systems  carried  on  periodically 
and  during  which  campaign,  clerical  and  other  help  was  laid  off 
and  much  train  service  cancelled,  the  compelled  reduction  in 
force  also  compelling  curtailment  of  service  rendered. 

I  cannot  agree  with  Mr.  Potter  that,  in  view  of  the  improve- 

i  in  L.  C.  L.  service,  our  efforts  to  induce  the  railroads  again 

the  sen-ice  of  registering  L.  C.   L.  shipments   should 

that  our  efforts  will  retard  this  improvement     He  is 

that   we  do  not  attempt  to  repair  a  leaky  roof  because 


the  sky  is  cleared  and  our  efforts  will  but  retard  the  clearing 
up  of  the  muss.     Such  policy  is  not  wise. 

There  was  a  twofold  object  in  sending  out  the  circular  with 
regard  to  the  tracing  of  small  shipments.  First,  that  the  use- 
lessness  and  absolute  waste  of  effort  in  attempting  to  trace 
under  the  present  system  be  brought  to  the  attention  of  the 
public;  secondly,  that  needed  service  be  rendered. 

It  is  the  writer's  personal  conviction  that  thoroughly  efficient 
tracing  service  can  never  be  rendered  by  the  railroads  until 
they  make  a  charge  for  the  same,  issuing  tracing  tariff  to  cover, 
for  only  by  so  doing  can  the  abuse  of  this  tracing  privilege  be 
stopped.  Registering  of  L.  C.  L.  shipments  at  small  charge 
would  enable  the  locating  of  such  shipment,  but  would  not  help 
with  the  unregistered  shipment;  therefore,  universally  kept 
records  is  the  only  feasible  method. 

The    following    charges    are    suggested    as    reasonable    and 
would  prevent  unnecessary  tracing  while  giving  to  the  carriers 
reimbursement  which  would  allow  of  their  furnishing  A  No.  ] 
service: 
$     .10  for  tracing  by  railroad  mail  service  with  expediting  of  deln 

shipments. 
.50  for  tracing  by  deferred  wire  service  with  expediting  of  del 

shipments. 
1.00  for  tracing  by  preferred  wire  service  with  expediting  of  del 

5.00  footracing   by   preferred  wire   service   with   expediting  of  ship- 

10  00  for  tracing  by  preferred  wire  service  with  expediting  of  ship- 
ment and  wire  report  of  junction  passings  on  carload  and  of 
transfer  records  on  less  than  carloads  to  be  given  the  tracer. 

Should  the  tracing  develop  unusual  delay  to  shipments, 
prompt  refund  of  tracing  charge  to  be  made. 

A.  W.  Stebbings,  Traffic  Manager, 

Thatcher  Manufacturing  Company. 
Elmira,  N.  Y.,  Jan.  20,  1921. 

Editor  The  Traffic  World: 

I  have  read  with  interest  the  discussion  in  the  Traffic  World 
relating  to  the  subject  of  transfer  records. 

In  the  December  25  issue  H.  P.  Potter  informs  us  that  he 
thinks  the  item  of  keeping  transfer  records  almost  entirely 
without  merit,  although  he  admits  that  what  the  shipper  most 
desires  is  "Service."  You  cannot  get  this  "Service"  that  he 
mentions  without  transfer  records  being  kept.  There  is  a  great 
deal  more  than  the  movement  of  freight  to  be  considered  when 
you  speak  of  "Service."  Any  industrial  traffic  manager  who  op- 
poses the  keeping  of  transfer  records,  in  my  mind,  has  a  limited 
knowledge  of  the  actual  results  that  can  be  accomplished  by 
maintaining  complete  records  of  the  transfer  of  less-than-carload 
freight.  The  keeping  of  transfer  records  has  the  approval  of 
the  majority  of  the  railroad  traffic  and  claim  departments. 

It  is  a  well-established  fact  that  the  number  of  claims  has 
increased  alarmingly  in  the  last  few  years.  This  increase  can 
be  attributed,  in  a  large  percentage,  to  organized  bands  of 
thieves  who  are  deliberately  stealing  from  the  carriers.  My 
attention  has  been  directed  to  shipments  that  have  disappeared, 
together  with  the  original  waybill,  and  the  only  record  that  the 
carrier  would  have  was  the  forwarding  of  the  shipment  at  the 
point  of  shipment.  In  most  instances  this  has  occurred  where 
a  shipment  has  been  forwarded  to  a  transfer  station  and  while 
that  station  would  have  a  record  of  handling  the  car,  it  would 
have  no  knowledge  whatever  of  the  contents  of  the  car.  Thieves, 
knowing  that  no  records  are  being  maintained,  not  only  steal  the 
shipments,  but  destroy  the  waybill,  which  is  the  only  evidence 
the  carrier  has  of  the  last  point  that  the  shipment  was  trans- 
ferred. Operations  of  this  kind  can  be  limited  by  the  keeping  of 
transfer  records,  for  the  carrier  would  then  know  at  what  point 
the  shipment  was  last  handled  and  would  have  some  conception 
of  at  what  point  the  shipment  disappeared. 

Prior  to  1916  all  carriers  were  keeping  transfer  records. 
The  present  system  of  not  keeping  transfer  records  was  intro- 
duced at  a  time  when  the  country  was  at  war  and  chiefly  due  to 
labor  shortage. 

According  to  information  so  far  developed,  it  has  been  neces- 
sary for  certain  carriers  to  resume  the  keeping  of  records  on 
certain  classes  of  freight  on  account  of  the  operation  of  these 
organized  bands  of  thieves  looting  shipments  of  boots,  shoes, 
dry  goods,  tobacco,  etc.  Boot  and  shoe  manufacturers  report 
tremendous  losses  which  automatically  appeared  with  the  dis- 
continuance of  transfer  records.  Shippers  in  general  of  various 
other  commodities  report  numerous  losses,  which  can  be  at- 
tributed to  the  same  cause. 

A  large  expense  is  involved  to  both  the  carrier  and  shipper 
in  telegrams  and  long-distance  telephone  calls  on  account  of 
tracing  lost  goods  without  any  material  results,  due  to  the 
present  enforced  method.  The  information  derived  in  the  keep- 
ing of  such  records  is  a  benefit  to  shippers  and  information  that 
they  are  justly  entitled  to;  the  expense  of  keeping  these  records 
is  and  always  has  been  considered  included  in  the  freight 
charges.  Since  the  discontinuance  of  the  keeping  of  records, 
freight  rates  have  reached  a  high  standard  and  should  be  con- 
sidered sufficient  to  include  the  cost  of  keeping  records.  It  en- 
ables the  shipper  to  secure  information  regarding  the  movement 
of  less-than-carload  traffic,  which  helps  to  locate  the  consign- 
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in. 'in    ami   invariably  saves  the  duplication  of  shipments,   espe- 
cially  those  consisting  of  Roods  of  a  special  character,  and  thin 
automatically  reduces  claims  for  special  damages.    The  exlgen- 
.  of  business  require  the  keeping  of  transfer  records.    This 
'•MI  method  Is  an  impediment  to  commerce  and  an  expensive 
system  to  carrier  and  shipper  and  an  Insurmountable  difficulty. 
Truffle    organizations    throughout    the    United    States    have 
"•  on  record  as  In  favor  of  keeping  transfer  records.     The 
Minal    Industrial  Traffic  League  is  In  favor  of  such  records. 
i  lie  .New    York  conference  on  December  14  between  carriers 
.mil  shippers,  assurance  was  given  on  behalf  of  the  carriers  that 
i hr  various  lines  were  restoring  an  arrangement  for  furnishing 
this   information  as  rapidly  as  possibly.     There  are,  I   believe, 
•  Ive  railroads  that  are  at  present  maintaining  complete  trans- 
records.    I  believe  there  are  certain  shippers  at  the  present 
time  who  are  very  particular  to  route  their  shipments,  wherever 
possible,  over  the  lines  that  maintain  transfer  records,  and  we 
looking  forward  to  the  time  when  all  carriers  will  resume 
this  practice, 

J.  F.  Atwater,  Manager  of  Transportation, 

The  American  Hardware  Corporation. 
New  Britain,  Conn..  Jan.  20,  1921. 


SENATOR    SCORES    COMMISSION 

Tin  Traffic  World   Washington  Bureau 

Condemnation  of  the  Interstate  Commerce  Commission  for 
what  IIP  said  had  been  its  attitude  toward  the  railroads  since 
lino,  "when  the  railroads  were  placed  at  its  mercy,"  was  voiced 
in  the  Senate,  January  21,  by  Senator  Fernald,  of  Maine,  in  a 
speech  on  "Federal  Control  of  Industries."  He  spoke,  in  the 
main,  against  the  bill  providing  for  government  regulation  of  the 
meat-packing  industry.  After  criticizing  the  Federal  Trade  Com- 
mission, he  said:  "While  I  am  on  the  subject  of  commissions 
1  want  to  discuss  in  some  detail  the  operations  of  the  Interstate 
Commerce  Commission." 

He  said  that  of  the  "seven"  members  of  the  Commission  now 
serving,  with  the  exception  of  Mr.  Potter  and  Mr.  Clark,  "all  of 
them  are  either  professors  or  politicians."  Counting  Commis- 
sioners Potter  and  Ford,  there  are  nine  commissioners  now 
serving  on  the  Commission.  The  senator  also  said  the  Com^ 
mission  was  composed  of  "nine  members,"  though  under  the  law 
there  should  be  eleven  members. 

"In  the  place  of  being  of  some  assistance  and  helpfulness  to 
these  great  arteries  of  trade  and  commerce,  the  decisions  of  the 
Commission  in  almost  every  instance  resulted  in  preventing  the 
railroads  to  keep  abreast  of  the  times  and  in  retarding  their 
operations,"  said  he.  "It  has  strangled  and  starved  and  annoyed 
railway  operations  until  practically  no  new  lines  were  contem- 
plated on  account  of  its  niggardly  policy  toward  the  roads  for 
improved  equipment  and  betterments." 

"That  has  been  one  great  trouble  with  the  Interstate  Com- 
merce Commission,"  said  he,  after  having  criticized  government 
bureaus,  boards,  and  commissions  for  not  being  composed  of 
members  who  had  "any  knowledge,  experience  or  training  in  the 
business  which  the  commission  controls." 

"There  has  never  been  an  active,  operative  railroad  man  on 
the  Interstate  Commerce  Commission  until  the  appointment  of 
Mark  W.  Potter,  whose  nomination  has  not  yet  been  confirmed 
by  the  Senate.  I  believe  Mr.  Clark,  who  was  a  railroad  con- 
ductor, has  been  serving  also  as  a  member  of  the  commission. 
This  is  equally  true  with  the  Federal  Trade  Commission.  There 
is  not  a  man  of  recognized  business  standing  a  member  of  that 
body  today.  Yet  the  purpose  of  the  Federal  Trade  Commission 
was  to  help  and  encourage  business,  and  naturally  one  would 
suppose  it  would  be  a  sane  policy  to  have  one  business  man  at 
least  a  member  of  that  bureau.  That  commission  has  had  in  its 
membership  too  many  reformers,  too  many  dreamers,  too  many 
theorists,  and  no  one  of  practical  business  sense.  And  they  have 
harassed,  annoyed,  and  meddled  with  American  business  until 
the  country  has  lost  faith  in  the  Federal  Trade  Commission. 
The  operation  of  that  organization  alone  should  be  a  warning 
and  provide  ample  evidence  that  no  more  commissions  are 
wanted.  »  *  • 

"While  I  am  on  the  subject  of  commissions  I  want  to  discuss 
in  some  detail  the  operations  of  the  Interstate  Commerce  Com- 
mission. I  desire  to  be  fair,  and  in  the  beginning,  I  want  to 
say  that  in  many  instances  this  commission  has  rendered  valu- 
able service,  but  there  are  numerous  occasions  when  I  think  it 
has  been  a  menace  to  the  railway  transportation  system  of  the 
country  over  which  it  has  control. 

"\Vhen  the  so-called  Mann-Elkins  amendment  to  the  Inter- 
state commerce  act  was  approved  on  June  18,  1910,  the  Interstate 
Commerce  Commission,  for  the  first  time,  was  given  complete 
jurisdiction  over  interstate  freight  and  passenger  rates,  with  the 
powers  of  suspension  and  investigation,  the  initiation  of  rates, 
or  other  Investigations,  and  the  like.  This  amendment  greatly 
strengthened  the  hands  of  the  Commission  and  placed  its 
authority  over  railway  rates  beyond  question. 

"The  financial  status  of  the  railways  of  the  United  States 
from  1910  to  1917 — and  I  refer  to  this  period  for  the  reason  the 
roads  went  under  government  control  January  1,  1918 — 


ilepi -inled  very  largely,  therefore,  upon  the  attitude  of  the  Inter- 
state Commerce  Commission  for  the  several  petitions  that  were 
presented  to  it  by  the  railway*  for  Increased  rate*,  to  maintain 
and  Improve  their  credits.  It  IB  a  matter  of  general  knowledge 
that  this  period  was  one.  of  rising  price*  and  wage*,  during 
which  an  industry  like  the  railway  Industry,  the  price  of  whose 
product — namely,  transportation — was  closely  regulated  by  law, 
would  suffer  a  loss  of  net  revenues  and  a  consequent  diminution 
of  credit  unless  rates  were  permitted  to  advance  to  relatively 
the  same  degree  as  the  cost  of  operation. 

"Beginning  with  the  increased  powers  of  the  Interstate  Com- 
merce Commission  over  rates  in  1910,  the  railways  made  several 
general  applications  to  the  Commission  for  Increased  rates.  In 
no  Instance  did  the  Commission  grant  the  applications  in  full, 
and  in  some  cases  the  applications  were  denied  and  some  were 
granted  in  part  and  subsequently  reopened  for  further  considera- 
tion. In  spite  of  the  fact  that  the  railroads  knocked  at  the  door 
of  the  Commission  and  pleaded  and  pleaded  with  it  for  relief, 
every  case  occupied  many  months  In  hearings  and  deliberations 
before  final  decision  was  granted. 

"Two  well-known  rate  cases  were  inaugurated  in  1910, 
known  as  the  eastern  and  western  cases.  These  cases  were  filed 
in  the  summer  of  1910  and  not  until  February,  1911,  was  there 
any  decision,  when  the  applications  were  denied  by  the  Commis- 
sion. 

"In  the  spring  of  1913  the  eastern  railways  made  their  first 
petition  in  the  so-called  5  per  cent  case.  The  Commission 
delayed  its  decision  until  July,  1914,  and  then  granted  the 
increases  only  in  part.  On  petition  of  the  railways,  and  because 
of  the  serious  situation  caused  by  the  war,  the  Commission 
reopened  the  case  in  August,  1914,  and  in  December  of  that  year 
granted  the  remaining  portion  of  the  desired  increase.  In  1915 
the  so-called  western  advanced-rate  case  was  decided  by  the 
Commission,  only  a  part  of  the  increase  being  granted.  The 
15  per  cent  case  was  inaugurated  by  the  railways  in  March,  1917, 
and  the  increase  was  granted  in  part  by  the  Commission  in 
July  of  that  year.  The  case  was  later  reopened  upon  petition 
of  the  carriers,  but  the  final  decision  was  not  made  until  1918, 
after  the  government  had  assumed  control. 

"There  were  several  less  extensive  rate  cases  during  this 
period,  but  the  record  of  the  Commission  during  the  seven  years 
from  1910  to  1917  can  not  be  regarded  as  exhibiting  a  desire  to 
do  more  than  grant  only  such  increases  in  the  freight  rates  as 
were  made  absolutely  necessary  by  the  straitened  financial 
situation  of  the  railways.  In  other  words,  the  Commission 
demanded  almost  a  proof  of  impending  bankruptcy  before  any 
substantial  relief  was  granted.  The  idea  seems  to  be  that  of 
relief  rather  than  of  assistance. 

"Between  3910  and  1920  the  population  of  the  United  States 
increased  14.9  per  cent.  Railway  facilities  developed  at  a  much 
lower  rate,  owing,  at  least  in  part,  to  the  failure  of  railway 
credit  to  keep  on  a  par  with  that  of  industry  in  general. 

"The  mileage  of  new  railway  lines  constructed  between  1910 
and  1913  was  13,256  miles;  during  the  four  years  between  1914 
and  1917  it  declined  4,542  miles.  Locomotives  were  built  and 
purchased  to  a  number  of  18,548  during  the  first  four  years  and 
8,505  during  the  second  four  years.  New  passenger  cars  num- 
bered 13,225  and  8,771,  respectively;  new  freight  cars,  591,758 
and  394,542.  In  every  instance  it  will  be  noted  the  railroads 
found  themselves  unable  to  maintain  the  same  amount  of  con- 
struction of  new  trackage  or  new  equipment  during  the  second 
four  years  as  during. the  first.  Their  credit  was  clearly  on  the 
downward  grade. 

"I  think  an  impartial  investigation  and  study  of  the  opera- 
tions of  the  Interstate  Commerce  Commission  since  the  railroads 
were  placed  at  its  mercy  in  1910  will  show  that  the  members  at 
that  Commission  lacked  the  perspective  and  bigness  of  intellect 
and  the  knowledge  of  conditions,  or  a  practical  sense  of  the  real 
situation  and  the  needs  of  the  railway  industry.  In  place  of 
being  of  some  assistance  and  helpfulness  to  these  great  arteries 
of  trade  and  commerce,  the  decisions  of  the  Commission  in 
almost  every  instance  resulted  in  preventing  the  railroads  to 
keep  abreast  of  the  times  and  in  retarding  their  operations. 

"But  when  you  analyze  the  personnel  of  the  Interstate  Com- 
merce Commission  from  the  time  It  was  organized  down  to  the 
present  day,  one  need  not  be  surprised  that  this  governmental 
agency  has  failed  In  many  Instances  to  render  a  satisfactory 
service  to  the  country.  It  has  strangled  and  starved  and  annoyed 
railway  operations  until  practically  no  new  lines  were  contem- 
plated on  account  of  Its  niggardly  policy  toward  the  roads  for 
improved  equipment  and  betterment. 

"I  referred  a  while  ago  to  the  fact  that  Mr.  Potter,  who  has 
just  recently  been  appointed  a  member  of  the  Commission,  is 
the  first  active  operative  railway  official  ever  appointed  to  mem- 
bership on  the  commission.  I  understand  he  was  president  of 
the  Carolina,  Clinchfleld  &  Ohio  Railway  Co.  The  membership 
of  the  Interstate  Commerce  Commission  for  the  most  part  has 
been  composed  of  lawyers,  politicians,  professors,  so-called 
economists,  and  experts  who  never  had  a  day's  experience  in  the 
management  of  a  railroad.  The  Interstate  Commerce  Commis- 
sio  is  composed  of  nine  members,  but  there  are  at  the  present 
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time  two  vacancies.  Of  these  seven  who  are  now  serving — I 
think  all  of  them,  with  the  exception  of  Mr.  Potter  and  Mr. 
Clark — are  either  politicians  or  professors.  I  understand  some 
members  of  the  Commission  have  had  railroad  affiliations,  like 
being  counsel  for  a  railroad.  For  example,  Commissioner 
Walker,  from  1887  to  1889,  had  been  general  counsel  to  a  railroad 
prior  to  his  appointment.  Commissioner  Calhoun,  in  1898,  was 
connected  in  a  legal  capacity  with  the  Chicago  &  Eastern  Rail- 
road, while  Commissioner  Hall,  in  1914,  was  at  one  time  general 
attorney  of  the  Arkansas,  Louisiana  &  Gulf  Railway.  But  these 
connections  were  all  legal  and  the  men  involved  were  primarily 
lawyers  rather  than  men  versed  in  the  operation  of  railroads. 

"As  a  result  of  this  policy  pursued  by  the  Interstate  Com- 
merce Commission,  thousands  of  people  throughout  the  country 
have  suffered.  Railway  securities  are  widely  scattered  at  the 
present  time.  In  1917  there  were  647,689  railway  stockholders, 
whose  average  holdings  were  $13,966  par  value.  Including  rail- 
way stock  owned  by  the  railways  themselves,  the  average  hold- 
itiK.s  per  stockholder  were  $10,024.  The  number  of  railway 
bondholders  has  been  estimated  at  not  less  than  a  million.  A 
large  proportion  of  the  stock,  and  a  much  larger  proportion  of 
the  outstanding  bonds,  is  held  by  banks,  trust  companies,  insur- 
ance companies,  corporations,  benevolent  institutions,  and  so 
forth,  the  beneficiaries  of  which  number  many  million  persons. 
In  fact,  it  has  been  stated  that  the  ownership  of  equities  of 
American  railways  are  in  the  hands,  directly  or  indirectly,  of 
perhaps  the  total  population  of  the  country.  Every  insurance 
policyholder,  every  bank  depositor,  every  student  in  a  college  or 
other  endowed  institution  has  a  vital  interest  in  having  railway 
credit  conserved  and  maintained.  Railway  credit  is  a  matter  of 
vital  interest  to  the  general  public,  both  because  they  are  the 
real  owners  of  railroads  and  because  transportation  is  the  artery 
that  feeds  the  economic  lifeblood  of  the  Nation. 

"So,  I  believe  that  if  the  Interstate  Commerce  Commission 
had  had  during  these  years  a  few  practical  railroad  men  who  un- 
derstood the  operation  of  a  railroad,  who  knew  something  about 
traffic  conditions,  who  knew  something  about  rates  and  railroad 
economics,  it  would  have  been  a  means  of  helpfulness,  and  the 
stockholders,  who  are  in  reality  the  owners,  and  are  numbered 
by  the  hundreds  of  thousands,  would  have  been  better  off;  but  I 
am  sorry   to  say  that  the   Commission   has   in   the   main  been 
amated  and  controlled  by  men  without  any  practical  business 
•aming,  let  alone  any  training  or  knowledge  of  how  this  great 
'Stem  of  transportation  is  operated.     They  have  theorized  and 
imposed  their  idealistic  notions  upon  the  public. 

"The  records   show  that  when  the   railroads  in   1910  were 

aced  at  the  mercy  of  the  Interstate  Commerce  Commission  it 

d  months  and  months  of  hearings  and  rehearings  before 

Commission  would  decide  whether  to  grant  the  increase  in 

almost  every  case  the  request  was  denied. 
"The    attitude    of    the    Interstate    Commerce    Commission 
Jlted    in    an    agitation    by    politically    aspiring    demagogues 
throughout  the  state,  and  one  legislature  after  another  in  the 
everal  states  passed  a  2-cent  rate  law  which  prohibited  railroads 
om  charging  more  than  2  cents  a  mile  for  passenger  travel 
t  was  popular  then  for  the  politicians  to  jump  on  the  railroads' 
since  they  collapsed,  due  to  the  folly  of  the  Interstate  Corn- 
Commission,    many    demagogues    and    politicians    who 
always  appeal  to  the  prejudices  of  the  people  have  turned  from 
ulroads  to  the  packers,  and  it  is  now  popular  in  the  minds 

e  people  to  attack  the  packing  industry. 
;'If   the    railroads    oC   this   country   had   been   permitted    to 
e  a  just  compensation  for  the  services  rendered  along  with 
s  increase  in  cost  of  operations  as  well  as  the  increase  in  pop- 
ation.  there  never  would  have  been  any  excuse  for  the  govern- 
.kmg  them  over  in  January,  1918.    Their  failure  properly 
function  was  not  the  fault  so  much  of  the  railway  management 
is  of  the  narrowmindedness  and  the  impracticality  of  the 
nen  who  decided  what  their  income  should  be. 

"I  realize  that  I  have  gone  into  this  .question  in  considerable 

detail,  but  I  have  done  this  with  the  hope  to  be  able  to  show 

henever    a    government    bureau    or    a    commission    has 

failure  relate  or  govern  an  industry  it  has  been  a  total 

"Like  the  Federal   Trade  Commission,  the  Interstate  Com- 

lerce  Commission  costs  the  country  millions  of  dollars  a  year 

the  fiscal  year  1920  the  appropriations  made  by  Congress 

s  Interstate  Commerce  Commission  totaled  $5  596  600    The 

fm?o?n  ^Pe?1e<!  in  that  year  was  *5'542-373.  From  1888  through 

£1  ,n,,     ™  t0tal  appropriations  for  the  Commission  were  $47  - 

et  know         ^^  appropriations  for  the  fiscal  year  1921  is  not 

"The  total  aumber  of  employees  of  the  Commission  in  1919 

t  ±r  2'?h°'  'nCl,Uding  tbe  Bureau  of  Valuation     excludfng 
au.  the  employees  number  about  1,000 

lators,  let   me  state  to  you   that   there  have  been   900 

the    Interstate   Commerce   Commission   traveling 

the  country  for  the  past  eight  years,  or  since  1913   under 

Sf  ^SWS?  the  Phy8ical  value  of  the  railroads,  and  they 
I  travel  for,  the  next  800  years  and  they  would  not  be  any 


nearer  able  to  determine  the  exact  value  than  they  were  the  day 
they  started  out. 

"For  the  past  few  weeks  we  have  been  undertaking  to  assist 
the  farmers  in  the  marketing  of  their  crops.  I  have  letters  here 
from  nearly  every  state  in  the  Union,  and  in  almost  everyone 
of  them  they  state  that  if  they  could  have  had  transportation 
to  get  their  goods  to  the  market  they  would  have  disposed  of 
more  than  half  of  them.  I  have  a  letter  here  stating  that  the 
farmers  in  the  Dakotas  to-day  would  have  disposed  of  47  per  cent 
of  their  wheat  if  they  could  have  had  transportation  facilities. 

"A  few  years  ago  we  used  to  hear  about  the  Harrimans,  the 
Hills,  and  the  Flaglers,  who  developed  the  great  Central  West 
and  the  Valley  of  the  Mississippi,  who  brought  the  fruits  from 
California  and  Florida  to  the  breakfast  tables  of  the  people  in 
Washington,  Maryland,  New  York,  Philadelphia,  and  the  eastern 
markets.  It  was  done  by  the  development  of  the  railroads  of 
the  country.  But  we  hear  nothing  to-day  of  any  great  railroad 
magnates.  The  ambition  for  building  railroads  has  ceased. 
There  are  no  men  to-day  undertaking  to  get  any  capital  to  build 
new  railroads.  We  have  been  drying  up  for  the  past  10  years, 
and  I  suppose  that  in  the  next  10  or  20  years,  if  we  pursue  this 
policy  of  creating  new  commissions,  there  will  be  no  producers 
to  need  railroads.  They  will  all  be  down  here  in  Washington 
working  for  the  government  at  a  salary  of  $10,000  a  year. 

"Since  the  roads  were  taken  over  by  the  government  during 
the  war  and  subsequently  there  has  been  an  80  per  cent  increase 
in  freight  rates;  that  is,  paid  by  the  farmer.  Yet,  just  a  while 
before  the  roads  were  taken  over  the  Interstate  Commerce  Com- 
mission denied  the  small  increase  of  15  per  cent  asked  for  by 
the  railroads.  And  immediately  after  they  came  under  govern- 
ment control  an  additional  rate  was  made  of  35  per  cent,  and 
you  know  that  it  costs  about  twice  as  much  to-day  to  travel  as 
it  did  five  years  ago." 

Reverting  to  the  packer  regulation  bill,  Senator  Fernald  said 
the  story  of  the  war-time  achievements  of  the  packers  had  never 
been  half  told. 

"If  they  had  been  harassed  by  government  regulation  and 
starved  as  the  railroads  had  been  starved,"  said  he,  "they  might 
have  had  the  same  difficulty  in  carrying  out  their  war-timp 
obligations  as  the  railroads  had." 


NEW  ENGLAND  DIVISIONS 

The  Traffic  World  Washington  Bureau 

The  New  England  division  case,  technically  known  as  No. 
11756,  Bangor  &  Aroostook  et  al.  vs.  Ann  Arbor  et  al.,  was 
resumed  in  two  ways  January  24.  Chairman  Clark  got  the 
executives  into  one  room  and  set  them  to  work  on  the  case 
informally  with  a  view  to  having  them  save  the  time  of  the 
Commission  by  working  out  a  solution  for  themselves.  He 
participated  in  the  conference  as  the  friend  of  both  parties  and 
the  conservator  of  the  time  of  the  Commission.  Inasmuch  as 
there  was  no  proposal  to  increase  the  volume  of  the  rates  to  be 
paid  by  the  shippers,  the  conference  was  not.  a  public  one. 

Attorney-examiner  Charles  F.  Gerry,  with  whom  Chairman 
Clark  had  sat  at  other  sessions,  conducted  the  formal  case. 
The  trunk  line  side  of  the  case  came  up  at  the  hearing.  With- 
out statement  by  the  executives,  the  testimony  for  the  trunk 
lines  was  started.  The  New  England  line  side  of  the  case  was 
begun  with  general  statements  by  the  attorneys  and  with  gen- 
eral testimony  by  the  higher  executive  officers.  That  part  of 
the  trunk  line  side  of  the  case,  it  was  understood  when  Gerry 
began  his  hearing,  would  not  be  put  until  later  and  not  at  all 
if  an  agreement  should  be  reached  in  the  conference  of  the 
executives  under  the  chairmanship  of  Mr.  Clark. 

Robert  C.  Wright,  general  traffic  manager  of  the  Pennsyl- 
vania, was  the  first  witness  for  the  trunk  lines.  He  took  the 
figures  and  divisions  used  by  the  New  England  lines,  and 
especially  by  the  witnesses  for  the  New  Haven,  to  show  that 
the  complainants  instead  of  having  the  poor  part  of  the  bargain, 
really  have  the  good  part.  He  presented  a  scheme  for  divisions 
based  on  a  system  of  groups  or  blocks  of  fifty  miles,  with  an 
allowance  of  fifty  miles  for  terminal  service.  That,  he  said, 
would  operate  to  the  advantage  of  the  carrier  having  the  short 
haul  and  be  not  unjust  to  the  partner  in  the  transaction  having 
the  longer  haul,  although  it  would  also  receive  an  allowance  of 
fifty  miles  for  the  terminal  service. 

Mr.    Wright    said    that    mileage    comes    as    near    being   a  ; 
measure  of  service  performed  or  to  be  performed  as  anybody 
knows,  but,  of  course,  he  said,  he  did  not  advocate  strict  adher 
ence  to  the  mileage  system  of  making  rates. 

In  cross-examination  by  Mr.  Choate,  representing  the  New- 
England  roads,  Mr.  Wright  said  that  differences  in  cost  of 
performing  service  should  be  reflected  in  the  local  rates  rather 
than  in  joint  rates  with  other  carriers  or  divisions  of  such  rates. 
He  said  the  assumption  with  regard  to  any  rate  made  by  tin- 
carrier  or  a  public  authority  was  that  the  cost  of  rendering  the 
service  had  been  considered.  He  utterly  rejected  the  suggestion 
of  the  New  England  carriers  that,  because  they  had  shown  a 
higher  cost  of  coal  and  great  payments  on  per  diem  for  the  use 
of  cars,  the  trunk  lines  should  allow  greater  divisions. 

"I   wouldn't   like   to   admit   that    the   failure   of   a   road   to 
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provide  itself  with  equipment  enough  to  lake  care  of  ltd  busi- 
ness was  a  proper  basiH  for  an  increase  in  rates,"  said  the 
witness. 

Mi.  Choate  argued  witli  him  by  suggesting  that  perhaps 
i In-  New  Kn.ulaml  roads  could  show  that  their  Incoming  ton- 

B,  in  cars,  is  greater  than  the  outgoing  and  that  they  have 
<  nough  cars  to  take  care  of  the  tonnage  originating  on  their 
rails. 

"I  think  incoming  tonnage  is  as  much  a  part  of  the  tonnage 
of  a  road  as  the  outgoing,"  suggested  Mr.  Wright. 

Hi'nry  Wolf  Bikle,  who  was  conducting  the  examination 
«>r  Mr.  \Vright  for  the  trunk  lines,  asked  what  he  thought  of 
Mi  Hobbs'  suggestion  of  a  deduction  of  15  per  cent  from  the 

.  for  the  benefit  of  the  New  England  carriers,  before  pro 
rating. 

"I  don't  think  that  is  a  suggestion,"  said  the  witness.  "I 
ih ink  it  is  a  hold-up— a  method  for  transferring  money  from 
our  pockets  to  their  own." 

With  regard  to  the  suggestion  of  a  road-to-road  per  cent 
method  of  making  divisions,  Mr.  Wright  said  that  such  a 
scheme,  if  adopted,  without  regard  to  junctions,  would  be  an 
invitation  to  a  road  to  short-haul  Itself,  because,  regardless  of 
the  service  performed  by  itself,  it  would  receive  the  same  di- 
.  in.  That  method  was  used  by  the  Railroad  Administra- 
tion, of  which  Mr.  Wright  was  a  part.  It  amounted  to  a  book- 

•••mK  matter  then,  because  the  money  all  went  into  the 
same  pot.  It  was  devised  by  C.  A.  Prouty  while  he  was  director 
of  public  service  and  accounts. 

Mr.  Choate  inferred  from  Mr.  Wright's  answers  that  he 
believed  the  divisions  were  all  right,  notwithstanding  the  fact 
that  the  basis  in  nearly  all  cases  was  established  fifty  years 
•go. 

"The  belief  in  which  I  was  reared  was  that  the  New  Eng- 
land lines  have  always  taken  advantage  of  us,  and  that  Im- 
pression has  been  confirmed  in  these  hearings,"  said  Mr. 
Wright.  Mr.  Choate  was  anxious  to  find  on  what  principle 
or  foundation  Mr.  Wright  would  consent  to  a  revision.  The 
witness  said  he  would  be  willing  to  wipe  out  everything  and 
>iart.  fresh.  He  cheerfully  admitted  that  the  Pennsylvania 
thinks  it  should  receive  a  larger  share  of  transcontinental  rates. 

"In  that  you  agree  with  our  position?"  smilingly  inquired 
Mr.  Choate. 

"Yes,  for  once  the  New  England  lines  are  right." 

With  regard  to  rates  between  the  north  and  the  south,  Mr. 
Wright  said  the  divisions  were  based  on  specifics.  The  lines 
north  obtain  a  specific  sum  out  of  the  rate  and  the  southern  lines 
take  the  rest.  On  some  of  the  rates  to  trunk  line  territory  the 
northern  lines  get  100  per  cent  of  their  local  rates,  Mr.  Wright 
admitted,  but  in  no  joint  rate  from  the  south  to  New  England 
do  the  trunk  lines  obtain  their  full  locals,  he  said.  The  rates, 
he  said,  were  influenced  by  water  competition. 

"But  there  is  no  water  competition  any  more,"  said  Mr. 
Clioate. 

"I  hope  so,"  responded  Mr.  Wright  fervently.  He  said  that 
the  Pennsylvania,  on  lumber  via  Cape  Charles,  is  a  differential 
route,  because  that  is  the  route  over  which  water  competitive 
rates  apply.  By  the  grace  of  the  Commission,  he  said,  the  trunk 
lines  are  hoping  to  get  rid  of  those  rates. 

D.  T.  Lawrence,  general  freight  agent  of  the  Delaware, 
T.ackawanna  <fr  Western,  also  testifying  for  the  trunk  lines,  put 
into  the  record  a  large  number  of  exhibits  to  show,  he  contended, 
that  there  are  many  joint  rates  between  the  Lackawanna  and 
the  New  Kngland  lines,  in  which  the  latter  obtain  much  the  bet- 
ter part  of  the  bargain. 

In  behalf  of  the  Erie,  Henry  Adams,  general  freight  agent, 
tiled  exhibits  similar  to  those  put  into  the  record  by  Mr.  Law- 
rence for  the  Lackawanna.  The  Lackawanna  followed  the  ex- 
ample of  the  New  England  lines,  but  shed  light  on  particular 
situations.  Mr.  Allen,  in  a  general  way,  showed  that  the  New 
Kngland  lines,  as  their  share  of  joint  rates,  are  obtaining  much 
more  than  their  pro  rata  share,  their  mileage  allowances,  on 
natlic  from  Central  Freight  Association  territory,  running  as 
hisn  as  400  miles  out  of  total  hauls  of  a  maximum  of  only  920. 
:he  distance  from  Chicago  to  New  York. 

The  conference  of  executives  with  Chairman  Clark  did  not 
result  in  anything  definite.  Chairman  Clark  was  vigorous  in  his 
insistence  that  the  executives  should  settle  the  question  of  divi- 
sions among  themselves  and  not  put  that  burden  on  the  Com- 
mission. The  executives  remained  in  session  at  the  Commission 
building  for  a  short  time  after  the  chairman  had  talked  with 
them,  and  then  they  went  to  their  hotel  for  further  conferences. 
They  were  not  optimistic.  Each  trunk  line  executive  was  under 

stress  of  knowledge  that  whatever  he  conceded  in  the  way 
of  larger  rates  to  the  New  England  lines  would  reduce  his  al- 
•eady  comparatively  small  revenue  by  the  amount  given  to  the 
New  England  connection,  and  that  he  would  be  subjected  to 
questions  by  the  stockholders  that  might  be  Interetsed  in  the 
maintenance  of  the  rate  of  dividend. 

According  to  unofficial  reports  from  the  meeting,  L.  F.  Loree 
of  the  Delaware  &  Hudson,  was  the  trunk  line  president  who 
most  strenuously  objected  to  changes  In  the  divisions,  but  the 
other  trunk  line  presidents,  while  admitting  they  would  like  to 


make  some  settlement,   were  represented   as   more  inclined  to 

v  i«-iii  something  to  the  New  England  lines. 

In  the  conferences  of  executives  Jan.  24  with  a  view  to  com- 
promising the  so-called  New  England  division  case,  suggestions 
of  settlement  were  made  by  the  trunk  line  presidents  which,  It 
accepted  by  the  New  England  carriers  and  agreed  to  by  all  the 
trunk  line  presidents,  would  result  In  divisions  large  enough  to 
give  the  New  England  carriers  from  twelve  to  fifteen  million  dol- 
lars a  year  more  than  they  are  now  receiving. 

J.  H.  Hustls,  president  of  the  Boston  &  Maine,  and  E.  J. 
Pearson,  president  of  the  New  York,  New  Haven  &  Hartford, 
opposed  acceptance  of  the  tentative  offers  of  the  trunk  line 
presidents.  They  took  the  position  that  the  New  England  lines 
must  obtain  the  $27,500,000  more  and  that  the  acceptance  of  a 
smaller  sum  might  be  taken  as  evidence  that.  In  making  their 
formal  complaint,  they  were  hoping  for  offers  of  something  less. 

The  New  England  executives  in  the  conferences  on  the  day 
mentioned  insisted  that  the  New  England  roads  were  efficiently 
managed  and  operated  and  that  no  changes  in  operation  or  man- 
agement would  give  the  carriers  In  that  part  of  the  country  as 
much  as  they  need  properly  to  maintain  themselves.  This  con- 
tention that  the  New  England  roads  were  efficiently  managed 
was  by  way  of  answer  to  suggestions  made  in  the  open  confer- 
ences on  the  subject  that  if  the  trunk  lines  were  expected  to 
yield  larger  divisions  they  wanted  to  know  about  the  operation 
and  management  of  the  carriers  to  whom  the  larger  pay  was  to 
be  given. 

A.  G.  Anderson,  assistant  general  freight  agent  of  the  Balti- 
more &  Ohio,  at  the  morning  session  of  January  25,  In  the  hear- 
ing on  the  formal  complaint  of  the  New  England  roads,  sub- 
mitted statistics  showing,  he  claimed,  that  the  divisions  paid  by 
the  Baltimore  &  Ohio  were,  If  anything,  out  of  the  way  against 
the  Baltimore  &  Ohio  and  not  against  the  New  England  carriers. 

E.  S.  Kallman,  in  behalf  of  the  New  York  Central,  at  the 
afternoon  session,  January  25,  presented  exhibits  on  behalf  of 
that  carrier's  contention  that  what  It  gives  Its  New  England  con- 
nections constitutes  just,  reasonable  and  suitable  allowance  for 
the  services  performed  by  them.  The  New  York  Central  is  un- 
like other  trunk  lines  in  that  it  has  a  line  in  New  England — 
the  Boston  &  Albany.  The  New  York  Central,  however,  stands 
with  the  other  trunk  lines  In  opposition  to  the  demand  of  the 
New  England  lines  for  larger  divisions. 

The  question  of  what  the  trunk  line  executives  shall  do  with 
what  Is  regarded  as  practically  the  demand  of  the  Interstate 
Commerce  Commission  that  they  make  a  settlement  of  the  ques- 
tion of  larger  divisions  for  the  New  England  roads  was  due  to 
come  up  in  a  meeting  of  the  executives  called  for  New  York  Jan- 
uary 28.  The  meeting  was  called  by  the  trunk  line  men  who  at- 
tended the  conference  with  Chairman  Clark,  January  24,  at  which 
he  told  them  that  in  the  interest  of  the  conservation  of  the  time 
of  the  Commission  the  executives  of  the  roads  involved  should 
settle  the  question  and  relieve  the  Commission  of  the  burden  of 
going  into  the  question  of  efficiency  of  management  and  opera- 
tion of  the  New  England  roads  and  the  sufficiency  of  the  divisions 
allowed  to  the  complaining  carriers  by  their  connections  west  of 
the  Hudson  River. 

At  the  conferences  between  the  executives  representing  the 
two  classes  of  roads  suggestions  of  a  compromise  emanating  from 
part  of  the  trunk  line  committee  were  rejected  by  the  New  Eng- 
land executives.  Some  of  the  trunk  line  presidents  did  not  stand 
with  those  suggesting  compromise.  The  New  England  executives 
and  the  objecting  trunk  line  presidents  therefore  were  placed  in 
the  attitude  of  preventing  compliance  with  the  request  or  demand 
of  the  Commission.  The  meeting  in  New  York  was  called  to 
enable  those  favoring  a  compromise,  putting  squarely  before 
those  who  object  to  the  compromise,  the  question  whether  they 
wanted  to  subject  themselves  to  sessions  with  Chairman  Clark 
such  as  those  who  met  with  him  on  January  23  had  to  go 
through. 

The  trunk  line  executives  who  suggested  compromises  felt 
that  they  could  not  afford  to  stand  pat  against  both  the  New 
England  lines  and  the  Commission,  even  if  their  judgment  was 
that  the  divisions  to  the  New  England  roads  were  large  enough. 
Because  the  trunk  lines  were  not  of  one  mind,  the  New  England 
executives  could  not  be  plainly  put  into  the  attitude  of  being 
the  sole  obstructionists,  or  objectors. 

In  the  event  the  trunk  lines  can  agree  on  a  definite  offer 
to  be  made  to  the  complaining  carriers.  It  is  believed  the  Influ- 
ence of  the  Commission  will  be  used  to  persuade  the  New  Eng- 
land carriers  to  accept  it.  A  further  belief  is  that.  In  such  an 
event,  the  pressure  from  the  Commission  would  constrain  them 
to  accept  because,  In  the  final  analysis,  it  is  believed,  the  ques- 
tion as  to  what  would  be  an  equitable  division  of  the  joint  rates 
is  so  close  that  the  Commission  could  back  up  any  proposal  the 
trunk  lines  might  make,  provided  it  was  not  wholly  ridiculous — 
as,  for  instance,  an  increase  in  divisions  that  would  not  increase 
the  revenue  of  the  New  England  roads  more  than  $500,000  a 
year. 

At  the  morning  session  of  Jan.  26,  in  the  hearing  before 
Attorney-Examiner  Gerry,  W.  S.  Kallman,  for  the  New  York 
Central,  commenting  on  the  contention  of  the  New  England  car- 


250 


THE    TRAFFIC    WORLD 


Vol.  XXVII,  No.  5 


riers  that  they  are  an  important  factor  in  the  military  situation 
on  account  of  the  munition  and  ammunition  factories  in  New 
England,  said  that  was  amusing.  He  suggested  that  all  rail- 
roads are  important  military  factors  in  time  of  war  and  that  ; 
claim  of  that  kind  would  not  be  any  more  applicable  to  the  New 
England  carriers  than  to  the  iron,  steel  and  coal  carrying  roads 
of  trunk  line  territory  or  the  grain  carrying  roads  of  the  middle 
west  or  the  oil  carrying  roads  of  the  southwest  and  middle  west. 

Answering  questions  of  Charles  F.  Coate,  attorney  for  the 
New  England  carriers,  on  cross  examination,  Mr.  Kallman  said 
that  the  question  whether  the  public  could  efficiently  manage 
roads  in  New  England  if  the  other  roads  did  not  give  them  $27,- 
500,000  more  out  of  the  joint  rates  than  they  now  give,  was  a 
question  for  the  Commission.  He  said  he  did  not  consider  the 
question  in  making  the  claim  that  the  carriers  east  of  the  Hud- 
son receive  more  than  a  fair  share  out  of  the  joint  rates.  He 
declined  to  answer  questions  about  the  divisions  to  the  Central 
of  New  England  and  the  Central  Vermont  and  the  efficiency  of 
their  operation  on  the  ground  that  questions  of  money  for  them 
were  mere  book-keeping  questions,  as  between  them  and 
affiliated  companies,  and  not  questions  that  do  arise  between 
wholly  disconnected  and  non-affiliated  roads. 

According  to  reports  circulated  among  those  with  whom  some 
of  the  presidents  who  participated  in  the  conference  with  Chair- 
man Clark  on  January  24,  the  chairman  told  the  executives  it 
was  up  to  them  to  show,  by  their  work  in  this  matter,  why  they 
are  paid  the  large  salaries  they  are  receiving.  He  said  this  was 
their  last  chance  to  avoid  government  ownership  and  he  advised 
them  that  activity  on  their  part  looking  toward  a  settlement  of 
the  fight  among  themselves  would  probably  be  helpful. 

Chairman  Clark  has  declined  to  give  out  a  copy  of  the  re- 
marks he  made  to  the  executives,  holding  that  the  conferences 
was  not  one  in  which  only  the  railroads  have  an  interest,  at  least 
now.  The  guarded  utterances  of  the  railroad  executives  are  the 
only  reports  as  to  what  took  place  in  that  meeting  that  have 
reached  the  public.  Several  of  the  executives  excused  themselves 
from  the  meeting  while  it  was  in  progress  and  remarked  that 
they  did  not  like  the  way  they  were  being  belabored. 

The  fragmentary  reports  as  to  the  character  of  the  remarks 
the  chairman  was  making  to  the  executives  gives  point,  it  is  be- 
lieved, to  the  later  observation  of  several  of  those  who  listened 
to  what  the  chairman  had  to  say,  which  was  to  the  effect  that 
they  did  not  care  to  assume  the  responsibility  for  causing  a 
deadlock  on  the  subject  without  giving  the  whole  body  of  execu- 
tives an  opportunity  to  judge  whether  they  wanted  to  be  subject- 
ed to  the  hammering  they  had  received  at  Washington. 

TRANSPORTATION  BY  MAIL 

The  Traffic  World   Washington  Bureau 

The  United  States  Supreme  Court  has  affirmed  the  Court  of 
Claims  for  dismissing  a  suit  brought  against  the  United  States 
by  the  Journal  and  Tribune  Company  of  Knoxville,  Tenn.,  to 
recover  money  paid  for  the  transportation  of  newspapers  in  the 
mails.  The  company  had  arranged  for  part  of  its  papers  to  be 
sent  in  bundles  by  express,  but,  through  a  mistake,  the  bundles 
were  sent  through  the  mails  (second  class)  over  a  considerable 
period  of  time,  and  the  cost  was  $3,584.42,  when  by  express  it 
would  have  been  $1,792.21.  The  government  insisted  that  the 
U.  S.  Supreme  Court  was  without  jurisdiction  because  the  amount 
involved  was  less  than  $3,000,  or  $1,792.21.  The  claimant,  how- 
ever, amended  its  petition  and  asked  for  the  full  amount  of 
$3,584.42  on  the  ground  that  there  was  a  failure  of  consideration 
and  that  it  was  entitled  to  the  return  of  the  whole  amount,  as 
it  had  been  paid  by  mistake.  The  U.  S.  Supreme  Court  said 
there  was  no  legal  basis  for  recovery  by  the  company,  as  the 
bundles  of  newspapers  were  actually  transported  as  mail  by  the 
government  and  that  the  mistake  in  the  papers  being  sent  by 
second  class  mail  instead  of  by  express  was  due  to  the  claim- 
ant's agents  in  causing  or  permitting  the  papers  to  go  by  mail 
instead  of  by  express. 


MINNEAPOLIS-GREAT  NORTHERN  CASE 

The  United  States  Supreme  Court  has  dismissed  No.  163, 
Great  Northern  Railway  Company  vs.  City  of  Minneapolis,  and 
the  judgment  of  the  Supreme  Court  of  Minnesota  against  the 
railroad  company  will  stand.  The  suit  involved  an  action  by 
the  city  of  Minneapolis  in  taking  possession  of  a  narrow  strip 
of  land  for  the  purpose  of  widening  a  street.  The  railroad 
company,  claiming  the  land  was  taken  without  due  process  of 
i  and  without  just  compensation,  sought  an  injunction,  but 
the  lower  courts  denied  its  application.  The  Supreme  Court  of 
Minnesota  sustained  these  judgments. 

SUPREME  COURT   SUSTAINS   DAMAGE   JUDGMENT 

A  Judgment  of  the  United  States  Circuit  Court  of  Appeals 

fth  Circuit,  sustaining  lower  courts  which  gave  judg- 

•nts  in  favor  of  Noel  Pigott,  a  minor,  for  injuries  sustained 

c  by  a  train  operated  by  the  Panama  Railroad  Com- 

my  In   Colon,  wan   sustained   by  the   United   States   Supreme 


Court,  January  24.  The  carrier  contended  that  its  rights  had  not 
been  protected  under  the  law  of  Panama,  but  the  Supreme  Court 
said  there  was  no  ground  for  interfering  with  the  verdict  of  the 
trial  jury,  which  had  been  sustained  by  the  courts. 

WISCONSIN    RATE  CASE 

A  motion  to  advance  No.  694,  Railroad  Commission  of  Wis- 
consin vs.  C.  B.  &  Q.  et  al.,  has  been  filed  in  the  United  States 
Supreme  Court  by  counsel  for  the  state  commission.  The  court 
has  not  yet  acted  on  the  motion.  The  case  involves  intrastate 
fares  in  Wisconsin  and  arose  through  the  railroads  obtaining  an 
injunction  against  the  state  authorities  from  interfering  with  tin- 
enforcement  of  the  order  of  the  Interstate  Commerce  Commis- 
sion in  the  Wisconsin  passenger  fare  case. 


EMPLOYE  IN  INTRASTATE  COMMERCE 
The  United  States  Supreme  Court  has  declined  to  review  a 
case  involving  the  death  of  a  railroad  employe  in  which  the 
Supreme  Court  of  California  refused  to  sustain  the  contention 
of  the  Director-General  of  Railroads  that  the  employe  was 
employed  in  interstate  commerce  at  the  time  he  was  killed  and 
that  therefore  the  Director  General,  as  a  common  carrier  by 
railroad,  could  not  be  required  to  pay  an  award  of  the  Industrial 
Accident  Commission  of  California  as  that  commission  had  no 
jurisdiction  under  the  terms  of  the  federal  employers'  liability 
act.  The  state  commission  awarded  the  estate  of  Angele  Brizzo- 
lara,  a  machinist's  helper,  $4,958.  The  state  supreme  court 
sustained  the  award,  holding  the  man  had  been  employed  in 
intrastate  commerce,  he-  having  been  killed  while  repairing  a 
switch  engine.  The  contention  of  the  Director-General  was  that 
the  employe  was  employed  in  interstate  commerce  as  the  engine 
on  which  he  was  working  was  used  both  in  interstate  and  intra- 
state commerce.  The  effect  of  the  U.  S.  Supreme  Court's  action 
is  to  sustain  the  California  commission  and  courts.  The  case 
is  No.  631,  John  Barton  Payne  as  agent  vs.  Industrial  Accident 
Commission  of  the  state  of  California. 


GOOD  ROADS  CONGRESS 

The  Federal  Bureau  of  Public  Roads  will  stage  a  demon- 
stration of  its  work  at  the  American  Good  Roads  Congress,  to 
be  held  at  the  Coliseum  in  Chicago,  February  9  to  12.  Features 
of  the  government  exhibit  will  be  actual  demonstrations  by 
the  division  of  tests  in  the  conduct  of  the  impact  tests  that 
the  bureau  is  using  to  determine  the  ability  of  different  soils 
to  sustain  roads  and  to  measure  the  amount  of  wear  on  road 
surfaces  caused  by  heavy  traffic.  Owing  to  the  fact  that 
moisture  in  the  underlying  soil  is  the  principal  cause  of  road 
failures,  the  actual  subgrade  tests  and  investigations  which 
will  also  be  conducted  by  the  bureau  at  Chicago,  showing  how 
the  movement  of  water  in  different  soils  can  be  controlled  and 
road  failures  reduced,  will  be  a  big  feature.  The  bureau  will 
also  conduct  tests  of  road-building  materials. 

Among  the  men  who  will  participate  in  the  discussions  at 
Chicago  are:  Thomas  H.  McDonald,  chief  of  the  United  States 
Bureau  of  Public  Roads,  who  is  on  the  program  to  discuss 
"Our  National  Road  Problems";  C.  W.  Reid,  of  the  Federal 
Highway  Council,  who  will  discuss  "Types  of  Pavements";  H.  G. 
Shirley,  secretary  of  the  Federal  Highway  Council,  who  will 
talk  on  "Subgrades";  A.  T.  Goldbeck,  testing  engineer,  Bureau 
of  Public  Roads,  and  Lt.-Col.  H.  L.  Bowlby,  chief  of  the  Wai- 
Materials  Division,  Bureau  of  Public  Roads. 

The  new  congress  will  be  urged,  according  to  the  program 
formulated  by  the  American  Road  Builders'  Association,  to  ex 
tend  for  five  years  the  federal  road-building  program  which  by 
law  terminates  with  the  close  of  the  government's  fiscal  year. 
Congress  will  be  urged  to  provide  additional  funds  for  expendi- 
ture under  the  terms  of  existing  legislation  and  the  newly 
formed  program  of  the  congressional  leaders  at  the  rate  of  at 
least  $100,000,000  for  each  of  the  five  years,  beginning  July  1. 
1921.  In  the  advocacy  of  this  procedure  the  American  Road 
Builders'  Association  will  be  in  accord  with  the  attitude  ex 
pressed  by  Secretary  of  Agriculture  Meredith  in  his  recent 
annual  report. 

The  appropriation R  <*"'•  hi^h-nrny  work  already  made  b> 
states  and  municlpalitiea.~whlch  total  more  than  a  billion  dol 
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he  most  reliable  reports  covering  bond  issues 
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"and  road  maintenance,  indi 
volume   of  j 


and   direct  levies 

for  1921..  The  sum  of  $271,000.000  voted  in  bond  issues  or  aPj 
propriated  by  eight  states  recently,  added  to  bond  issues  passei 
by  eight  other  states  since  1918,  makes  $543,800,000  already 
available  for  road  work  in  sixteen  states.  Funds  still  availabli 
through  federal  aid  are  placed  at  $160,000,000  by  officials  o, 
the  Bureau  of  Public  Roads.  In  addition,  funds  obtained  fron 
direct  levies  and  other  sources  of  state  revenue  and  count; 
issues  are  estimated  to  amount  to  $926,200,000. 

The  Chicago  meeting  will  bring  together  from  all  parts  o 
the  country  the  men  who  will  supervise  the  expenditures  o 
vast  appropriations  for  a  thorough  discussion  of  their  problem 
and  an  estimate  as  to  the  future. 
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Digest  of  New  Complaints 
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l  must   and    unreasonable   and   unjustly   discriminatory   rates  on 
lew*,   ftrom   i;, .public.  OR.,  to  Chicago  Heights,   III.     Asks  for 
lust   and    reasonable    rates  and  reparation. 


Oa*.    General  ch. mi,  ;,i  c,,..   \,.w  York,  N.  Y..  v*.  J.  B.  Payne. 

ba 

Ju.- 
No.  12070.     Purity   Kxtraet   ami  Tonic  Co..  Chattanooga,  Tonn     vs    J 

1  Mi'.    IIS    agent. 

Unjust   and   unreasonable    rates   on   empty   beverage   containers 

•  •en  various  Interstate  destination!*.    Asks  Just  and  reason  iM 
i.ites  and  rcimratlon. 
No.  12071.     Adriatic  Mining  Co.  et  al.  vs.  C.  &  N.  W.  et  al. 

Unjust  and  unreasonable  rates  on  Iron  ore  from  Iron  ranges  In 
Michigan,   Minnesota  and  Wisconsin  to   lake  ports.     Ask   for  Just 
aim  reasonable  rates. 
No.   12072.     Tbe  Barrett  Co.,   New  York.   N.   Y.,   vs.   J.   B.   Payne    as 

nt,  et  al. 

Unjust,  anil   unreasonable  rates  on  crude  anthracene  from  Chi- 
o,   111..   Cleveland.   O.,   Youngstowh.   O..   Johnstown.   Pa.    Grav's 
Perry.   Pa.,  and  rndercllfr.  N.  J.,  to  Frankford,  Pa.     Asks  Just  and 
reasonable  rates  and  reparation. 

No.   12073.     Tumi   Bros.1   Pig  Iron   and  Coke  Co.,   St.   Louis,   Mo.,   vs. 
l'a.  ct  al. 

mst  and  unreasonable  rates  on  coke  from  Mount  Pleasant  and 
Oarwood  Works,  Pa.,  to  Chicago,  111.,  and  then  diverted  to  Los 
Angeles  and  Pomona.  Calif.  Asks  reparation. 

No.    12074.     Mitsui  &   Co.,   Ltd.,    Seattle,    Wash.,   vs.   Great   Northern 
i-t  al. 

Excessive,    unreasonable,    unjustly    discriminatory    and    undulv 

prejudicial    rate  of  $2.37%    per  100   Ibs.    on   600   cases   of   antimony 

Ins   Horn   Seattle   to  New   York,   imported   from   Shanghai     in 

nst,  1918,  in  that  it  exceeded  rate  of  82>£c  contemporaneously 

maintained  on  copper  smelter  products  and  base  bullion  and  also 

subsequently  established  rates  on  antimony  and  antimony  regulus 

Asks  reparation  of  $1,939.84. 

No.    12075.      American   Wood  Pipe   Co..    Tacoma,   Wash.,    vs.    Oregon- 
\Va.sliington  K.  R.  &  Nav.  Co.  et  al. 

Kxce.-sive   and    unreasonable   rates   on  wood  pipe   from   Tacoma 
Wash.,  to  Webak  and  Still,  Ore.,  in  January,  1918.     Asks  repara- 
tion. 
No.  12076.     Armour  &  Co..  Chicago,  111.,  vs.  Northern  Pacific  et  al. 

Unjust  and  unreasonable  rates  on  C.  L.  shipments  of  sugar  dur- 
ing federal  control  and  also  thereafter  from  Seattle,  Wash,  to 
Chicago,  Boston  and  Landisvllle.  N.  J.  Asks  cease  and  desist 
order,  just  and  reasonable  rates  and  reparation  of  $8.479.49. 
No.  12077.  American  Milling  Co.,  Peoria,  111.,  vs.  Peorla  &  Pekin 
Union  et  al. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates 
on  palm  kernel  meal,  cocoanut  meal  and  peanut  meal  from  Peoria, 
111.,  to  Owensboro.  Ky.,  in  January,  February  and  March,  1919. 
Asks  cease  and  desist  order,  just  and  reasonable  rates  and  repara- 
tion of  $1.262.80. 
No.  12078.  Charles  C.  Oyler  &  Son,  Cincinnati,  O.,  vs.  L.  &  N.  et  al. 

Unjust  and  unreasonable   rates  on   various  shipments  of   sweet 
potatoes  from  points  in  Tennessee  to  Cincinnati,  O.,  between  Jan- 
uary 1,  1920,  and  April  30,  1920.     Asks  cease  and  desist  order,  just 
and  reasonable  rates  and  reparation. 
No.  12079.     H.  P.  Jones,  Brawley.  Calif.,  vs.  Southern  Pacific  et  al. 

Unjust  and  unreasonable  rates  on  shipment  of  thirty-seven  cars 
of  cattle  shipped  from  Lone  Pine,  Calif.,  to  Brawley,  Calif.,  April 
25.  1918.  Asks  reparation  of  $724.09. 

No.  12080.     David  M.  Lee  &  Co.,  Inc.,   Richmond,  Va.,  vs.  Richmond, 
Fredericksbug  &  Potomac  et  al.  ' 

Unjust,  unreasonable  and  unduly  preferential  and  prejudicial 
rates  on  box  shocks  from  Richmond,  Va.,  to  New  York  City.  Asks 
for  Norfolk  rates. 

No.    12081.     Fairmont   &   Cleveland   Coal   Co.,    Fairmont,   W.   Va.,   vs. 
B.  &  O. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rules, 
regulations  and  practices  regarding  car  service  at  complainant's 
mine.  Asks  for  just  and  reasonable  rules,  regulations  and  prac- 
tices. 

No.  12082.     Fairmont  &  Cleveland  Coal  Co.,  Fairmont,  W.  Va.,  vs.  Mo- 
nongahela  Ry.  Co. 

Same  complaint  and  prayer  as  in  No.  12081. 

No.   12083.     The  New  River  Co.   et  al.,   MacDonald,   W.   Va..   vs.  Vir- 
ginian Ry.  Co. 

T'njust    and    unreasonable,    unduly    preferential    and    prejudicial 
rules,    regulations   and    practices    regarding    car   service    at    com- 
plainants'   mines.      Asks    for   Just    and    reasonable    rules,    regula- 
tions and  practices. 
No.  12084.    The  New  River  Co.  et  al.,  MacDonald,  W.  Va.,  vs.  C.  &  O. 

Same  complaint  and  prayer  as  In  No.  12083. 
No.  12087.     Western  Maryland  Ry.  Co.  vs.  Pennsylvania. 

Unjust,  unreasonable,  inequitable  and  prejudicial  divisions  on 
fluxing  limestone  from  Bittinger,  Pa.,  to  Sparrows  Point,  Md. 
Asks  for  Just  and  reasonable  divisions 

No.  12088.    Charles  C.  Oyler  &  Sons,  Cincinnati,  O.,  vs.  Western  Mary- 
land et  al. 

Unjust    and    unreasonable    rates    on    peaches    from    Woodmont. 
Md..  to  Detroit  and  reconsigned  to  Cincinnati,   and  from  Johnson 
Siding.  Md..  to  Cincinnati,  by  reason  of  use  of  estimated  weights. 
Asks  for  Just,  reasonable  rates  and  weights  and  reparation. 
No.  12089.     Memphis  Freight  Bureau  vs.  John  Barton  Payne,  as  agent. 
Alleges    rates  on   cottonseed    oil    from    Brownsville   to   Memphis. 
IVnn..  are  unjust  and  unreasonable:  In  violation  of  the  fourth  sec- 
tion.    Asks  for  reparation  down  to  basis  of  15c  rate  subsequently 
established. 

No.  12090.    Oklahoma  Traffic  Assn.,  Oklahoma  City,  Okla.,  vs.  C.  R.  I. 
-v   I',  et  al. 

Unjust,  unreasonable  and  prejudicial  class  and  commodity  rates 
between  Oklahoma  City  and  points  on  defendants'  lines  in  Texas. 
Amarillo  and  east  thereof.  Asks  that  defendants'  lines,  Amarillo 
and  east  thereof,  be  considered  common  point  territory  on  traffic 
to  and  from  Oklahoma  City. 

No.  12091.    California  Western  R.  R.  &  Nav.  Co.  vs.  A.  T.  &  S.  F.  et  al. 
Unjust,   unreasonable  and  inequitable  divisions  on  lumber  from 
points  on   complainant's  line  to  destination  points  on   defendants' 
lines.      Asks   for  just  and   equitable    divisions    and   an    adjustment 
of  said  divisions  subsequent  to  the  filing  of  complaint. 
No.  12094.     Bloedel  Donovan  Lumber  Mills  et  al.,  BellinRham,  Wash., 
vs.   Ann  Arbor  et  al. 

Unjust  and  unreasonable  rates  on  cedar  shingles  from  points  In 
Oregon,  Washington  and  British  Columbia  to  points  In  Illinois. 
Missouri.  Indiana,  Iowa.  Michigan  and  Wisconsin,  In  period  be- 
iwen  January  15.  1916.  and  May  14.  1919.  Asks  cease  and  desist 
Order  and  reparation. 


No.   12095.     i:in|,ii.    i  '..it, ,i,  oil  Co..  Atlanta,  (la.,  v».  A.  C.  L,  et  al. 

Allege*  that  application  of  "full  Claim  I>  hnnU  of  rate*  on  cotton- 
•eed"  to  Mlna.  <;a,.  rr..m  ,n  ..,t  ,ii,,M»  In  North  and  Hoiilh  Carolina 
on  line*  of  the  defendant*  remit*  In  collection  of  unjust  and  un- 
reasonable charge*.  Auks  cease  and  deilst  order,  Just  and  reason- 
able rate*  and  reparation. 

No.    12096.      Hotany    Worsted    Mills   et    ul..   I'assnlr.    N.    J..   vi.    Boston 
&  Albany  at  al. 

I  [.reasonable,  discriminatory  and  prejudicial  rates  on  wool  In 
grease.  C.  L.  and  L.  c.  L.  lots,  from  Boston  and  East  Boston. 
Mass..  to  1'asHaic.  Dundee.  Clifton  and  Gartlcld.  N.  J..  In  that  class 
rates  applied  exceeded  rates  on  commodity  basis.  Ask*  for 
reparation. 

No.  12097.     George  F.  Ambrose,   Belllngliam.  Wash.,  vs.  John  Barton 

I'a.Mle.     MM    agent. 

Unjust  and  unreasonable  rates  on  flr  piling  from  KuUhan  to  Bel- 
llngham,  Wash.  Ask«  reparation  of  $*;>:>. 

No.  12098.     Ailluh  Milling  Co..  Columbia.  8.  C..  vs.  John  Barton  Payne 
as  agent. 

Unjust  and  unreasonable  rates  on  grain  from  points  west  of  the 
Ohio  River  to  Columbia.  S.  ('.,  milled  there  and  renhlpped  under 
mllllng-ln-translt  rules  and  regulations  to  points  In  Florida  south 
of  Jacksonville,  Fla.,  In  that  south  of  Jacksonville  defendant  »•>- 
plied  full  local  rate  whereas  proportional  rate  south  of  Jackson- 
ville should  have  applied.  Asks  cease  and  desist  order  and 
reparation. 

No.  12099.     Le  Prestre  Miller  Stock  Farms.  Inc.,  New  York,  N.  Y.,  vs. 
Erie. 

Unreasonable,  unduly  prejudicial  and  unjustly  discriminatory 
rates  on  19  carloads  of  ash/98  from  Paterson,  N.  J.,  to  Ooshen. 
N.  Y.,  between  June  30.  1917,  and  December  28.  1917.  In  that  rates 
$1.16  per  net  ton  and  6>4c  per  100  Ibs.  exceeded  rate  of  79c  per 
net  ton.  Asks  reparation. 

No.  12101.     Western  Newspaper  Union,  Omaha,  Neb.,  vs.  Adirondack 
&  St.  Lawrence  et  al. 

Unreasonable  and  unlawful  ratings  and  charges  exacted  by  de- 
fendants on  returned  shipments  of  scrap  lead  stereotype  plates 
from  points  throughout  Official  Classification  territory  to  com- 
plainant's plants  in  that  third  class  ratings  are  applied  while 
fourth  class  should  be  applied.  Asks  cease  and  desist  order.  Just 
and  reasonable  ratings  and  reparation. 

No.   12102.     Allfeed  Milling  Co.   et  al.,   Nashville,   Tenn..   vs.   L.   &   N 
et  al. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates' 
on  mixed  feed  due  to  transit  arrangements  at  Nashville,  Tenn. 
Asks  that  defendants  be  required  to  consider  raw  materials  used 
in  manufacturing  mixed  feed  as  transit  ingredients. 
No.  12103.  The  Parkersburg  Rig  and  Reel  Co.,  Parkersburg,  W.  Va.. 
vs.  Texas  &  Pacific  et  al. 

Unjust,  unreasonable  and  unduly  discriminatory  rates  on  yellow 
pine  lumber  from  Ranger,  Tex.,  to  Duncan,  Tulsa  and  Walters. 
Okla.  Asks  cease  and  desist  order,  just  and  reasonable  rates  and 
reparation. 

No.  12104.     Midland  Linseed  Products  Co.,  Edgewater.  N.  J.,  vs   Erie 
et  al. 

Unjust    and    unreasonable    rates    on    flaxseed    from    Buffalo    to 
Undercliff,  N.  J.,   during  period  of  federal  control.     Asks  repara- 
tion. 
No.  12105.    The  Pure  Oil  Co.,  Columbus.  O.,  vs.  M.  K.  &  T.  et  al. 

Unjust,   unreasonable,   unjustly  discriminatory  and  unduly  pref- 
erential and  prejudicial  rates  on  iron  tanks,  k.  d.,   from  Cushlng. 
Okla.,   to  Morgantown,  W.  Va.     Asks  cease  and  desist  order  and 
reparation. 
No.  12106.    West  Kentucky  Coal  Bureau  vs.  111.  Cent,  et  al. 

Seeks  establishment  of  joint  through  rates  from  mines  of  com- 
plainant's members  on  lines  of  defendants  to  southern  peninsula 
of  Michigan,  which  shall  not  exceed  the  rates  from  southern  Illi- 
nois mines  to  said  territory  by  more  than  25c  per  ton  as  of 
Aug.  25,  1920.  plus  increases  thereafter  authorized. 

No.  12107.     The  Ferd  Brenner  Lumber  Co..  Alexandria.  La.,  vs.  A.  T 
&  S.  F.  et  al. 

Unjust  and  unreasonable  rates  on  hardwood  lumber  from  Alex- 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
•  nd  THE  TRAFFIC  WORLD  Is  the  logical  medium  for  getting  Uw 
men  and  the  positions  In  touch  with  each  other.  The  rate*  for 
classified  advertisements  ars  as  follow*:  First  insertion.  J1.60  pw 
tine:  minimum  charge.  $3. (TO;  succeeding  Insertions,  per  line,  60c:  M 
words  to  the  line;  numbers  and  abbreviations  counted  as  wer4>: 
I  point  type;  payable  in  advance.  Answers  to  keyed  advertisement* 
forwarded  free  and  all  correspondence  held  In  strict  confidence.  Tb» 
TRAFFIC  WORLD.  418  South  Market  Street.  Chicago.  Til 

WANTED  POSITION — Traffic  Manager  or  Assistant.  Experienced 
in  lumber  and  iron.  Versed  in  rate  adjustment,  rates,  routes,  transit 
privileges.  Married;  age  35.  Go  where  high  grade  man  appreciated. 
Address  C.  C.  C.  327.  Traffic  World.  Chicago. 

POSITION  WANTED— As  Traflic  Manager  or  Assistant.  Years  of 
railroad  and  industrial  experience,  with  complete  knowledge  of  claims. 
rates,  demurrage,  tariffs  and  general  traffic  work.  Address  F.  H.  L,, 
Traffic  World.  Chicago. 

POSITION  WANTED— Wanted  a  position  as  traffic  manager  for 
an  industrial  concern.  Have  had  fourteen  years'  experience  as  station 
agent  and  am  34  years'  of  age.  Address  I.  N.  G.  325,  Traflic  World. 
Chicago. 

POSITION  WANTED— Auditor  and  Traffic  Manager  short  line, 
with  twelve  years'  experience,  thorough  In  all  departments,  desires 
similar  position,  effective  about  April  1st.  Best  of  records  and  refer- 
ences. Reason  for  changing  road,  being  sold  to  trunk  line.  Address 
Y.  O.  N.  325.  Traffic  World.  Chicago. 

POSITION  WANTED— Trnlllc  executive  holding  Important  rail- 
way position  qualified  as  examiner  Interstate  Commerce  Commission 
seeks  wider  field.  Address  R.  E.  B.  301,  care  Traffic  World.  Chi- 
cago, 111. 

POSITION  WANTED— Traffic  Manager  or  assistant,  over  sixteen 
.\ears'  practical  railroad  and  industrial  experience.  Vended  In  handling 
claims,  rate  adjustments  and  procedure  before  various  regulatory 
bodies.  Now  employed  and  desire  to  locate  In  Chicago.  Married;  ace 
34.  Excellent  credentials.  Address  U.  L.  L..  321. 

FOR  SALE— Several  care  first  class  6x8— 8  ft.  No.  1  Oak  Ties  for 
Immediate  shipment.  Also  some  7x9  and  6x8  oak  switch  ties.  L.  E. 
Pearson,  Edwardshurg.  Mich. 
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andria.    La.,    to    points   in    California,    Washington,    Oregon    and 
British  Columbia  in  1918.     Asks  reparation. 
No.  12108..    Wisconsin  Traffic  Assn.,  Chicago,  vs.  C.  &  N.  W.  et  al. 

Unreasonable  and  discriminatory  rates,  classifications,  rules  and 
minimum  weights,  descriptions  and  packing  requirements  on 
various  kinds  of  paper  from  complainant's  members  plants  in 
Wisconsin  and  Michigan  to  various  interstate  destinations.  Asks 
cease  and  desist  order,  Just  and  reasonable  rules  and  regulations. 

TRAFFIC  CLUBS 

(The  following  list  of  traffic  clubs  will  be  published  from  time 
to  time.  We  ask  that  readers  notify  us  of  any  errors  or  of  any 
changes  or  additions  of  which  they  have  any  knowledge.) 

Akron  Traffic  Association.  S.  J.  Witt,  Pres.;  H.  L.  Sova- 
cool,  Secy. 

Baltimore — Traffic  Club  of  Baltimore.  W.  W.  Tingle,  Pres.; 
C.  C.  Kailer,  Secy. 

Battle  Creek  (Mich.)  Traffic  Club.  E.  C.  Nettels,  Pres.; 
Eugene  Wallace,  Secy.-Treas. 

Boston,  Mass. — The  Association  of  Railway  and  Steamboat 
Agents  of  Boston.  Willard  Massey,  Pres.;  S.  A.  Colpitts,  Secy.- 
Treas. 

Brooklyn — Traffic  Managers'  Club  of  Brooklyn.  Hugh  Mil- 
ler, Pres.;  F.  E.  Grace,  Secy.-Treas. 

Brooklyn  Traffic  Club.  P.  L.  Gerhardt,  Pres.;  C.  A 
Schleicher,  Secy. 

Buffalo — Industrial  Traffic  Club  of  the  Niagara  Frontier. 
W.  D.  Sanderson,  Pres.;  E.  J.  Sheridan,  Secy. 

Buffalo  Transportation  Club.  E.  E.  Tanner.  Pres.;  F.  J. 
O'Connor,  Secy. 

Chicago  Traffic  Club.  E.  L.  Dalton,  Pres.;  E.  S.  Buckmas- 
ter,  Secy. 

Cincinnati.— Traffic  Club  of  the  Chamber  of  Commerce. 
W.  H.  Lockwood,  Chairman;  Sam  Herndon,  Secy. 

Cleveland  Traffic  Club.  C.  T.  Stripp,  Pres.;  F.  A.  Gideon, 
Secy. 

Columbus,  Ohio. — Traffic  Club  of  the  Columbus  Chamber  of 
Commerce.  W.  E.  Page,  Pres.;  C.  L.  Kelly,  Secy. 

Cortland,  N.  Y.— Industrial  Traffic  Club  of  Cortland.  H.  B. 
Darling,  Chairman;  H.  F.  Johnson,  Secy. 

Decatur  (111.)  Transportation  Club.  R.  L.  Rees,  Pres.;  T. 
C.  Burwell,  Secy. 

Denver  Commercial  Traffic  Club.  T.  A.  Dinkel,  Pres.;  C.  J 
Hotchkiss,  Secy. 

Detroit  Transportation  Club.  H.  H.  Hamill,  Pres.;  T.  R 
Cochrane  Secy. 

Elmira  (N.  Y.)  Traffic  Club.  J.  J.  Delaney,  Pres.;  j.  C. 
Field,  Secy. 

El  Paso  Traffic  Club.  J.  D.  Neely,  Pres.;  Geo.  Deck,  Secy.- 
Treas. 

Erie  Traffic  Club.  H.  W.  Sherwood,  Pres.;  M.  W.  Eismann. 
Secy. 

Flint,  Mich. — Transportation  Club  of  Chamber  cf  Commerce. 
F.  A.  McHale,  Pres.;  F.  G.  Pick,  Secy. 

Fort  Wayne,  Ind.  Traffic,  Transportation,  and  Waterways* 
Bureau  of  the  Chamber  of  Commerce.  H.  E.  Fairweather. 
Chairman;  E.  C.  Miller,  Vice-chairman. 

Fort  Worth  Transportation  Club.  E.  C.  Price,  PVPS.:  E.  K 
Wyatt,  Secy. 

Freeport,  111. — Greater  Freeport  Traffic  Club.  W.  H.  Jenner. 
Pres.;  F.  F.  Pepperdine,  Secy. 

Grand  Rapids  Traffic  Club.  E.  L.  Ewing,  Pres.;  J.  C.  Quin 
Ian,  Secy. 

Green  Bay  (Wis.)  Traffic  Club  of  the  Green  Bay  Association 
of  Commerce.  F.  Hurlbut,  Pres.;  W.  J.  LaLuzerne,  Secy.-Treas 

Holyoke,  Mass. — Shippers'  Round  Table  of  Western  Massa- 
chusetts Traffic  Men.  C.  E.  Mohan,  Chairman;  W.  B.  Rogers. 
Secy. 

Houston  Traffic  Club.  J.  F.  Hennessy,  Jr.,  Pres.;  E.  L.  Wil- 
liams, Secy. 

Indianapolis  Transportation  Club.  F.  A.  Butler,  Pres.;  G.  N. 
Baker,  Secy. 

•Tackson  (Mich.1  Traffic  Club  of  the  Jackson  Chamber  of 
Commerce.  W.  P.  Hobart,  Pres.;  H.  A.  Plummer,  Secy. 

Jacksonville  Traffic  Club.  James  F.  Mead,  Pres.;  F.  C.  Saw- 
yer, Secy.-Treas. 

Jamestown;  N.  Y. — Traffic  Club  of  the  Jamestown  Board  of 
Commerce.  J.  H.  Dasher,  Pres.;  H.  W.  Chapman,  Secy. 

Kalamazoo  Traffic  Club.  W.  C.  Thorns,  Pres. ;  C.  J.  Bolender, 
Secy. 

Kansas  City  Traffic  Club.  Frank  M.  Cole,  Pres.;  Fred  B. 
Blair,  Secy.-Treas. 

Lansing  (Mich.)  Traffic  Club.  K.  P.  Hodges,  Pres.;  J.  T. 
Ross,  Secy.-Treas. 

Los  Angeles  Transportation  Association.  C.  G.  Krueger, 
Pres.;  C.  V.  Means,  Secy. 

Louisville  Transportation  Club.  C.  R.  Long,  Pres.;  W.  T. 
Vandenburg,  Secy. 

Mansfield,  O.,  Traffic  Managers'  Division  of  the  Manufactur- 
ers' Club.  W.  H.  Gugler,  Chairman;  W.  T.  Leonard,  Secy. 

Memphis  Traffic  and  Transportation  Club.  J.  M.  Walsh, 
Pres.;  C.  V.  Means,  Secy. 


Milwaukee  Traffic  Club.  H.  W.  Ploss,  Pres.;  F.  T.  Fultz, 
Secy. 

Minneapolis  Traffic  Club.  F.  B.  Townsend,  Pres.;  W.  W.  Gib- 
son, Secy. 

Newark  Traffic  Club.     John  Enstice,  Pres.;  A.  Rennie,  Secy. 

New  England  Traffic  Club,  Boston.  C.  A.  Anderson,  Pres.; 
P.  L.  Stuart,  Secy. 

New  York  Traffic  Club.  R.  J.  Menzies,  Pres.;  C.  A.  Swope, 
Secy. 

New  York,  N.  Y. — Traffic  Club  of  the  Queensboro  Chamber 
of  Commerce.  E.  J.  Tarof,  Pres.;  P.  W.  Moore,  Secy. 

Omaha — Traffic  Managers'  Committee,  Omaha  Chamber  of 
Commerce.  C.  E.  Childe,  Chairman;  C.  A.  Stringer,  Secy. 

Peoria  Transportation  Club.  C.  H.  Gillig,  Pres.;  O.  B.  Eddy, 
Secy.-Treas. 

Philadelphia  Traffic  Club.  J.  A.  Tail.  Pres.;  W.  H.  Mont- 
gomery, Secy. 

Philadelphia — Commercial  Traffic  Managers  of  Philadelphia. 
C.  H.  Rolf,  Pres.;  T.  Noel,  Butler,  Secy. 

Pittsburgh  Traffic  Club.  W.  W.  Blakely,  Pres.;  F.  A.  Lay- 
man, Secy. 

Pittsburgh  Traffic  and  Transportation  Association.  S.  R. 
Hosmer,  Pres.;  R.  F.  Heil,  Recording  Secy. 

Portland  Transportation  Club.  E.  M.  Burns,  Pres.;  W.  O. 
Roberts,  Secy. 

Providence,  R.  I. — Traffic  Club  of  the  Providence  Chamber 
of  Commerce.  E.  E.  Salisbury,  Chairman;  E.  C.  Southwick, 
Secy. 

Ridgeway,  Pa.— Traffic  Club  of  Elk  County.  W.  H.  Grant, 
Pres.;  C.  L.  Bishop,  Secy. 

UoHiioke  (Va.)  Traffic  Club  of  the  Association  of  Commerce. 
H.  S.  Dance,  Pres.:  ,1.  T.  Preston,  Secy. 

Rochester,  N.  Y. — Traffic  Council  of  the  Rochester  Chamber 
of  Commerce.  H.  B.  Cash,  Chairman;  C.  A.  Higbie,  Secy. 

Salt  Lake  City  Transportation  Club.  A.  R.  McNll.t,  Pres.; 
R.  E.  Rowland,  Secy. 

San  Francisco  Transportation  Club.  A.  A.  Mor:in,  Pres.; 
R.  G.  Guyett,  Secy. 

San  Francisco  Traffic  Club.  W.  T.  Bozeman,  Pres.;  I,.  N. 
Bnulshaw,  Secy. 

Soranton,  Pa. — Traffic  Club  of  the  Scranton  Board  of  Trade. 
T.  R.  Brooks.  Chairman;  F.  J.  Hoffman,  Secy. 

Seattle  Transportation  Club.  F.  W.  Graham,  Pres.;  E.  W. 
Mother.  Secy.-Treas. 

Sioux  City,  la.— Traffic  Managers'  Club  of  Sioux  City.  .1.  P. 
Haynes,  Pres.;  R.  R.  Wigton,  Secy. 

South  Bend  Traffic  Club.  F.  S.  Montgomery,  Pres.;  G.  S. 
Hess.  Secy.-Treas. 

Spokane  Transportation  Club.  V.  G.  Shinkle,  Pres.;  It.  W. 
Franklin.  Secy. 

St.  Louis  Traffic  Club.  A.  D.  Aiken,  Pres.;  J.  R.  Bell, 
Secy. 

Syracuse  Traffic  Club.    C.  R.  Berry,  Pres.;  W.  J.  O'Neil,  Secy. 

Toledo  Transportation  Club.  W.  O.  Hoist,  Pres.;  J.  J.  Lynch, 
Secy. 

Trenton  (N.  J.)  Traffic  Club.  M.  D.  Warren,  Pres.;  F.  J. 
Quick.  Secy. 

Troy,  N.  Y. — The  Traffic  Club,  Inc.,  of  Troy.  W.  J.  Cipperly, 
Pres.:  H.  A.  Zeff,  Secy. 

Tulsa,  Okla. — Transportation  Club  of  Tulsa.  J.  A.  Be.rnier, 
Pres.;  R.  C.  Hughes,  Secy. 

Waco  Traffic  Club  C.  H.  Carringer,  Pres.;  Lloyd  Bailey, 
Secy. 

Washington  Traffic  Club.  C.  E.  Phelps,  Pres.;  J.  T.  M.  Du- 
vall,  Acting  Secy. 

Wheeling  (W.  Va.)  Traffic  Club.  W.  H.  Higgins,  Pres.;  A. 
W.  Dowler,  Secy. 

Wichita  Traffic  Club.  G.  P.  Nissen,  Pres.;  H.  G.  Watts. 
Secy. 

Worcester  (Mass.)  Traffic  Association.  H.  A.  Rousseau, 
Pres.;  J.  H.  Lane,  Secy. 

York  (Pa.)  Traffic  Club.  W.  L.  Rupp,  Pres.;  J.  F.  Baird, 
Secy.-Treas. 


WATERWAY,  GREAT  LAKES  TO  HUDSON 

The  Traffic  World   Washington  Bureau 

That  is  it  not  advisable  at  this  time  for  the  United  States 
to  undertake  the  construction  of  a  waterway  for  ocean-going  ves- 
sels between  the  Great  Lakes  and  the  Hudson  River  is  the  con- 
clusion reached  by  army  engineers  after  an  investigation  made 
under  the  provisions  of  the  river  and  harbor  act  of  March  2,  1919, 
according  to  a  report  made  to  the  Secretary  of  War  by  Major 
General  Lansing  H.  Beach,  chief  of  engineers  of  the  United  States 
Army,  and  transmitted  to  Congress  by  the  Secretary. 

"There  are  several  feasible  routes  for  a  waterway  connecting 
the  Great  Lakes  with  the  Hudson  River,"  said  Maior  General 
Beach.  "One  follows  substantially  the  route  of  the  Barge  Canal 
from  Lake  Erie.  This  must  necessarily  be  largely  a  land  line, 
and  would  involve  excessive  costs,  as  well  as  a  large  amount  of 
restricted  navigation.  A  second  route  proceeds  from  the  Oswego 
River  on  Lake  Ontario,  by  way  of  Oneida  Lake  and  Mohawk 
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i;i\.  i  ID  Normans  Kill.  This  route  was  preferred  by  the  Board 
icers  on  Deep  Waterways,  but  the  construction  of  iln- 
OS\M  ;;d  Branch  of  the  Barge  Canal  over  this  route  now  renders 
i  In'  project  more  difficult  of  execution.  This  route,  or  any  other 
mule  from  Lake  Ontario,  implies  the  construction  of  a  waterway 
ix'MM'cn  Lake  Krie.  and  Lake  Ontario,  to  afford  connection  with 
the  upper  lakes,  unless  it  is  found  expedient  to  rely  upon  the 
\Vellaiul  Canal  for  this  connection.  Another  route  proceeds  from 
a  point  opposite  Cotean  Landing  on  the  St.  Lawrence  River  to 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You  ' 
and  We  Stand  the  Expense 

TAKE    POSSESSION    WHEN    NEXT    IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whitefield  Sammis 


Phone   Main  2Z10 


417  SOUTHERN  BUILDING 


The  Liberty  Highway  Company 

Will  Get  It  at  Detroit  or  Toledo 

Detroit  ia  so  situated  that  it  will  always  have  serious  transportation 
problems.  When  conditions  are  normal  throughout  the  Country, 
Detroit  Terminals  are  congested  to  such  an  extent  that  even  Merchan- 
dise Cars  are  delayed  from  48  to  96  hours. 

Shippers  often  find  embargoes  placed  against  them  when  they  offer 
their  goods  for  transportation  at  various  freight  stations,  due  to  the 
enormous  tonnage  that  flows  daily  out  of  that  City. 

TOLEDO,  on  the  other  hand,  has  iarilities  to  handle  ANY 
and  ALL  TRANSPORTATION  DIFFICULTIES 

because  of  the  numerous  lines  centering  here. 

Ronte  Yonr  Freight— CARE  LIBERTY  HIGHWAY  at  TOLEDO 

for  prompt  handling  and  expeditions  delivery 

PHONES— Detroit,   West   1111. 

Toledo,  Bell  Main  2666— Home,  Main  6591. 

FREIGHT  HOUSES— Detroit,  1035  14th  St.    Toledo— 211-213   Lucas  St. 


Reduce  Your  Claims 

By  Using  Quality  Packages 

Wood  Boxes 

DAVID  M.  LEA  &  CO.,  Inc. 

RICHMOND,  VA. 

Manufacturers  for 

Domestic  and   Export  Shipments 


Lake  Champlaln,  and  thence  to  Fort  Edward,  utilizing  the  canal- 
ized Hudson  to  Normans  Kill.  The  route  Involves  the  Improve- 
ment of  the  upper  St.  Lawrence,  the  navigable  capacity  of  which 
is  now  restricted  to  vessels  drawing  14  feet.  For  a  line  to  the 
Hudson  River,  to  which  the  present  Inquiry  is  limited,  this  route 
is  not  regarded  as  desirable.  The  question  of  a  deep  waterway 
directly  to  the  sea  by  way  of  the  St.  Lawrence  River  Is  now  un- 
der investigation  by  the  International  Joint  Commission. 

"In  reference  to  the  desirability  of  the  proposed  canal,  the 


The  NEW  CRUISING  STEAMER 


•SSK  HAWKEYE  STATE  .*£* 

Maiden  Voyage,  Sailing  From  Baltimore,  Md.,  February  15, 1921 
EXPRESS  FREIGHT  SERVICE          DE  LUXE  PASSENGER  SERVICE 

Direct  Freight  Service  to  the  Following  Porto 

Port  of  Los  Angeles,  San  Francisco,  Honolulu,  Hilo 
and  Other  Ports  of  Call  in  the  Hawaiian  Islands 

For  Passengers:  A  delightful  cruise  with  one-day  stop-over 
and  shore  excursion  at  Havana,  Cuba  and  the  Panama  Canal 
as  well  as  regular  Ports  of  Call. 

MATSON  NAVIGATION  COMPANY 

BALTIMORE,  MD.       SAN  FRANCISCO  HONOLULU 

26  South  Cay  Street      120  Market  Street     CASTLE  &  COOKE,  LTD. 


Consolidated  Cars 

despatched  regularly  from  North  Pier  Ter- 
minal Warehouse,  365  East  Illinois  St.,  to  At- 
lantic and  Pacific  Ports. 

Freight  received  at  above  address  or  at  Chi- 
cago Tunnel  Station  No.  2,  Dearborn  Ave. 
and  North  Water  St.,  and  Station  No.  4, 
Roosevelt  Road  and  Canal  St. 

Distributing  of  carload  merchandise  to  and 
from  all  sections  of  the  United  States  is  han- 
dled by  us  at  above  warehouse. 


D.  C.  ANDREWS  &  CO.,  Inc. 


Established  1884 

14  East  Jackson  Boulevard 

CHICAGO 
A.  C.  SHERRARD.  Chicago  Manager 

Agents  Throughout  the  World.  Telephones  Harrison  1048-1049 


New  York 
Boston 
Philadelphia 
Baltimore 


New  Orleans 
San  Francisco 
Seattle 
Buenos  Ai res 


J.  W.  ROBERTS.   President 


FRED  PETTIJOHN,  Vice-Preaident 


STANLEY  WOOD.  Secretary -Tr***ur«r 


THE    ROBERTS-PETTIJOHN-WOOD    CORPORATION 

ACCOUNTING    SERVICE 

PITARANTY     PFRIflD    returns  under  the  Transportation  Act,   1920,  and  the  statement  of  claims  against  the 
UUAIUU1  r  B1UW    United  States  covering  the  period  of  Federal  Control  require  careful  preparation  if  the 

carrier  is  to  be  properly  reimbursed.     We  have  available  a  corps  of  specialized  railroad  accountants,  experienced  in  tha 
preparation  of  such  claims.  MIIls  Building,  Washington,  D.  C.  Twenty  East  Jackson.  Chicago 
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district  engineer  states  that  this  would  depend  chiefly  upon  how 
much  of  the  100,000,000  tons  or  more  of  present  through  lake 
commerce  would  use  the  new  canal  and  what  saving  of  freight 
charges,  if  any,  would  be  effected.  It  should  be  borne  in  mind, 
however,  that  the  need  for  economical  transportation  of  the  pres- 
ent bulk  commerce  of  the  lakes  is  not  the  only  need  to  be  met. 
The  great  manufacturing  cities  of  the  lakes  now  have  a  tremend- 
ous export  and  import  traffic  passing  through  Atlantic  ports, 
chiefly  New  York.  This  traffic  is  now  carried  by  rail  and  is  sub- 
ject to  heavy  charges  for  freight  and  terminal  and  transfer  costs. 
As  a  result  of  his  study  of  the  subject,  the  district  engineer 
reaches  the  conclusion  that  it  is  not  advisable  for  the  United 
States  to  undertake  the  construction  of  a  waterway  connecting 
the  Great  Lakes  with  the  Hudson  River  at  the  present  time.  The 
division  engineer  concurs  in  the  views  of  the  district  engineer." 

Major  General  Beach  said  the  Board  of  Engineers  for  Rivers 
and  Harbors  found  that  if  an  adequate  waterway  were  made  avail- 
able with  suitable  terminal  and  transfer  facilities  at  the  principal 
lake  ports,  a  large  amount  of  general  merchandise  and  most  of 
the  grain  might  be  carried  to  the  seaboard  either  in  ocean-going 
vessels,  or  in  lake  vessels  transferring  at  New  York. 

"The  completion  of  the  New  York  State  Barge  Canal  has 
been  looked  forward  to  for  many  years  with  the  belief  on  the 
part  of  many  that  it  would,  in  a  measure  at  least,  solve  the  diffi- 
culties of  transportation  and  freight  rates  between  the  Great 
Lakes  and  the  seaboard,"  said  Major  General  Beach.  "It  has  been 
open  for  navigation  but  a  short  time,  too  short  as  yet  for  business 
Interests  to  accommodate  themselves  to  it,  and  it  is  still  too  early 
to  determine  definitely  what  its  commercial  influence  will  be.  It 
has  cost  a  very  large  sum  and  this  would  be  practically  all  lost 
if  a  ship  cannel  were  constructed  along  the. same  route,  even  if 
only  between  Oswego  and  deep  water  on  the  Hudson.  In  view 
of  the  foregoing,  and  of  the  investigation  of  the  St.  Lawrence 
River  route  now  being  made  by  the  International  Joint  Commis- 
sion, the  board  concurs  with  the  district  and  division  engineers 
in  the  opinion  that  it  is  not  advisable  at  this  time  for  the  United 
States  to  undertake  the  construction  of  a  waterway  for  ocean- 
going vessels  between  the  Great  Lakes  and  the  Hudson  River." 


OPEN  SESSIONS  OF  COMMISSION 

The  Traffic  World  Washington  Bureau 

Executive  sessions  of  the  Interstate  Commerce  Commis- 
sion, except  when  the  members  desired  to  talk  about  each  other, 
would  be  prohibited  and  all  of  its  sessions  would  be  open  to  the 
public  under  the  terms  of  a  bill  (H.  R.  15875)  introduced  by  Rep- 
resentative McLaughlin,  of  Nebraska.  The  bill  also  applies  to 
the  Federal  Reserve  Board.  All  documents,  correspondence  and 
records  of  both  bodies  would  be  open  to  public  inspection,  under 
the  bill,  and  anyone  desiring  a  copy  of  letters,  etc.,  could  ob- 
tain it  by  paying  a  fee  to  be  prescribed  by  the  board  or  Com- 
mission. 

Mr.  McLaughlin,  when  questioned  about  the  bill,  said  the 
decisions  of  both  bodies  affected  the  public  generally  and  the 
public  should  have  an  opportunity  of  knowing  how  and  why  de- 
cisions were  made.  As  he  interpreted  the  provisions  of  the  bill 
all  meetings  and  conferences  would  have  to  be  open,  except  on 
questions  of  "personal  privilege." 


PETITIONS  FOR  SUSPENSION 

Ed.  P.  Byars,  traffic  manager  of  the  Fort  Worth  Freight 
Bureau  and  Fort  Worth  Chamber  of  Commerce,  writing  to  George 
B.  McGinty,  Secretary  of  the  Interstate  Commerce  Commission 
under  date  of  Jan.  19,  says: 

"We  have  just  received  copy  of  notice  to  the  public,  issued 
by  you  under  date  of  December  28,  directing  attention  to  the 
Commission's  Conference  Ruling  No.  322  and  to  Rule  No.  19  of 
its  Rules  of  Practice,  pertaining  to  the  ten  day.  period  within 
which  petitions  for  suspension  of  tariffs  are  to  be  filed  with  the 
Commission. 

"We  fully  agree  with  you  that  the  Commission  should  be 
given  a  reasonable  period  of  time  within  which  to  consider  peti- 
tions for  suspension  of  certain  tariff  items,  before  the  items 
complained  against  are  to  take  effect.  That  further  the  period 
of  ten  days  now  provided  in  Conference  Ruling  No.  322  and  Rule 
9  of  the  Rules  of  Practice,  should  certainly  be  observed. 

"We  also  feel  confident  the  Commission  will  agree  that  ship- 
>rs,  shippers'  organizations,  traffic  and  transportation  bureaus 
ihould  also  be  given  a  reasonable  period  within  which  to  study 
new  tariff  publications,  for  the  purpose  of  determining  as  far 
as  possible,  the  justification  for  the  many  changes,  principally 
Increases,  that  the  railroads  are  now  making  in  their  freight 
tariffs,  you  might  say  over  night. 

"This  organization  serves   several   thousand   members      In 

successful  y  carrying  on  our  work  we  find  it  necessary  to  main- 

ariff  file  of  between  four  and  five  thousand  freight  tariffs 

We  receive  from  two  to  four  U.  S.  mail  deliveries  each  day,  all 

opened  immediately  upon  receipt  in  our  office  and  is  at 

nee  stamped  with  a  time  dating  office  stamp.    This  gives  us  a 

el^reC^d  °f  the  date  every  document  is  received  In 
From  this  record  we  can  correctly  state  that  less  than 


10  per  cent  of  our  freight  tariffs  are  received  within  thirty  days 
prior  to  the  effective  date,  about  75  per  cent  are  received  within 
fifteen  to  twenty-five  days  prior  to  the  effective  date  and  the 
balance  reach  us  anywhere  from  fifteen  days  prior  to  and  thirty 
days  after  the  effective  date.  In  numerous  instances  we  find  it 
necessary  to  enter  into  lengthy  correspondence  with  Tariff  Pub- 
lishing Agents  and  individual  lines  in  an  effort  to  secure  copies 
of  the  tariff  publications,  that  we  are  on  the  mailing  list  to 
receive,  but  never  get  them. 

"We  have  just  run  hurriedly  through  our  files,  without  mak- 
ing particular  selections,  and  quote  below  our  record  of  the  issues 
indicated: 

Date          Date        Date 

Tariff  ICC  No.       Sup.  Issued    Receivpd  Effective 

P.   A.    Iceland's        1-M  1357  19  11-22-20     12-16-20     12-31-20 

P.    A.    Leland's      16-R  1317  8  7-  7-20       8-11-20       8-18-20 

F.    A.    Leland's       23-S  1399  2  12-18-20       1-  6-21       1-  1-21 

P.    A.    Leland's     28-K  1371  9  10-22-20     12-27-20     12-  4-20 

F.    A.    Leland's      30-F  1353  4  7-15-20       8-11-20       8-27-20 

F.    A.    Leland's      32-R  1292  20  8-  7-20     10-12-20       9-18-20 

F.   A.    Leland's      32-R  1292  18  5-24-20     10-  7-20       7-  5-20 

F.   A.   Leland's      32-R  1292  19  7-22-20     10-12-20       9-  2-20 

R.   H.   Countiss'       1-S  1077  9  11-17-20     12-24-20       1-  6-21 

R.   H.   Countiss'       1-S  1077  2  7-23-20       8-31-20       9-15-20 

R.   H.  Countiss'       1-S  1077    Org.  Trf.       6-10-20       7-12-20       7-29-20 

R.   H.  Countiss'       2-O  1069  14  4-29-20       6-15-20       7-  1-20 

R.  H.  Countiss'       3-N  1065  16  5-17-20       7-  1-20       C-30-20 

R.   H.   Countiss'     14-B  1071  10  5-17-20       7-  1-20       6-30-20 

C.  R.  I.  &  P...19687-L,    C-10766  1  11-19-20     12-13-20     12-23-20 

C.  R.  I.  &  P...19687-L,  C-10766  Org.  Trf.  10-14-20  11-12-20  11-22-20 
C.  R.  I.  &  P...2196U-G  C-10687  12  11-13-20  12-13-20  12-25-20 

C.  R.  I.  &  P...21966-G     C-10687  11  10-20-20     11-12-20     11-25-20 

"As  previously  stated  we  represent  several  thousand  shippers 
and  receivers  of  freight  that  depend  upon  us  entirely  to  protect 
their  interests  in  matters  pertaining  to  traffic  and  transportation. 
We  are  entitled  to  receive  tariffs  in  which  our  shippers  are  in- 
terested within  a  reasonable  period  after  date  of  issuance  and 
we  believe,  in  the  circumstances,  the  Commission  will  recognize 
our  right  to  file  a  petition  and  be  heard  on  any  tariff  that  reaches 
us  too  late  for  a  petition  for  suspension  to  be  filed  with  the  Com- 
mission within  the  ten  day  period  hereinbefore  referred  to,  if 
we  can  readily  show  from  our  record  the  actual  date  upon  which 
the  supplement  or  tariff  complained  against  was  received  at  our 
office.  In  such  instances  that  information  will  be  shown  in  our 
petition. 

"We  trust  in  these  circumstances  the  Commission  will  write 
us  a  letter  stating  that  in  such  cases  our  petitions  will  be  given 
due  consideration. 

"We  hope  that  the  Commission  can  find  it  entirely  consistent 
to  address  a  communication  to  the  Chief  Traffic  Officers  of  the 
railroads,  directing  their  attention  to  the  circumstances  herewith 
recited  and  insist  upon  a  more  prompt  and  accurate  distribution 
of  tariffs." 


REVENUE  FREIGHT  LOADING 

The  Traffic  World   Washington  Bureau 

The  number  of  cars  of  revenue  freight  loaded  the  week 
ended  January  15,  was  709,888,  a  slight  increase  over  the  num- 
ber for  the  preceding  week,  when  706,413  were  loaded,  accord- 
ing to  the  weekly  report  of  the  car  service  division  of  the 
American  Railway  Association.  In  the  corresponding  weeks  of 
1920  and  1919  the  loading  amounted  to  840,524  and  758,609  cars, 
respectively. 

As  compared  with  the  corresponding  week  of  1920,  there 
were  increases  in  the  week  ending  January  15  in  the  loading  of 
grain  and  grain  products  and  of  merchandise,  L.  C.  L.,  but  de- 
creases in  the  other  classes  of  commodities. 

The  loading  by  districts  for  the  week  ending  January  15 
and  the  corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  5,892  and  5,641: 
live  stock,  4,437  and  4,380;  coal,  45,605  and  53,978;  coke.  1,479 
and  4,170;  forest  products,  7.G55  and  7,915;  ore,  1,360  and  1,309; 
merchandise,  L.  C.  L.,  41,463  and  32,707;  miscellaneous,  53,751 
and  91,879;  total,  1921,  161,642;  1920,  201,979;  1919,  178,631. 

Allegheny  district:  Grain  and  grain  products,  2,411  and 
2,871;  live  stock,  4,290  and  3,840;  coal,  54,833  and  54,920;  coke, 
6,252  and  3,840;  forest  products,  3,419  and  3,979;  ore,  2,991  and 
1,771;  merchandise,  L.  C.  L.,  31,507  and  38,254;  miscellaneous. 
43,571  and  61,108;  total,  1921,  149,274;  1920,  170,583;  1919, 
166,375. 

Pocahontas  district:  Grain  and  grain  products,  137  and 
196;  live  stock,  112  and  108;  coal,  21,761  and  21,463;  coke,  290 
and  644;  forest  products,  1,181  and  2,098;  ore,  69  and  340;  mer- 
chandise, L.  C.  L.,  1,935  and  149;  miscellaneous,  4,787  and  9,265; 
total,  1921,  30,272;  1920,  34,263;  1919,  30,848. 

Southern  district:  Grain  and  grain  products,  3,852  and 
3,696;  live  stock,  2,162  and  3,015;  coal,  26,391  and  28,955-  coke. 
708  and  163;  forest  products,  12,147  and  17,582;  ore,  1,866  and 
2,460;  merchandise,  L.  C.  L.,  33,777  and  19,358;  miscellaneous, 
27,785  and  55,990;  total,  1921,  108,688;  1920,  131,219;  1919, 
iuy,T^u. 

Northwestern  district:  Grain  and  grain  products  13  862 
and  12,764;  live  stock,  10,158  and  11,146;  coal,  7,027  and  14,030; 
coke,  1,360  and  1,206;  forest  products,  12,794  and  16,303-  ore, 
1,200  and  1,698;  merchandise,  L.  C.  L.,  23,201  and  19,408;  mis- 
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Pacific — Caribbean — 
Gulf  Line 

(Swayne  and  Hoyt,  Inc.,  Owners) 

Steel  Steamers 
DIRECT    SERVICE 

BETWEEN 

New  Orleans — San  Francisco 

and  other  United  States  Pacific  Coast  Ports 

Via  Panama  Canal 

New  Orleans — Puerto  Colombia  and  Cartagena,  Col.,  S.  A. 

ALSO 

Canal  Zone  and  Panama,  West  Coast  Ports  of  Central 
America  and  Mexico,  and  Transhipment  Service  via  Cris- 
tobal, C.  Z.,  to  West  Coast  Ports  of  South  America  as 
Cargo  Offers. 

S.S.  ELDORADO— Loading  New  Orleans  About  Feb.  18th 
S.S.  EASTERN  SWORD  — About  Feb.  18th { ££ 
S.S.  IRIS— Loading  New  Orleans  Early  March 
S.S.  ALVARADO— Loading  New  Orleans  Early  April 

Rates  quoted,  bookings  and  other  information  furnished  upon  application 

THE  J.  H.  W.  STEELE  COMPANY,  Agents 

630  Common  St.,  New  Orleans,  La. 


220— 21st  Street 
Gilreston,  Texas 


OFFICES  ALSO  AT 

50  Broad  Street 
T»ai  City      New  York  City 


485  California  Street 
San  Francisco,  Calif. 


Havana  Line 

MERCHANTS  AND  MINERS 
TRANSPORTATION  COMPANY 

(Established  1834) 

Norfolk — Newport  News — Havana 

A-l  Steel  S.  S.  "LAKE  FABYAN"  Ready  February  15 
A  Steamer February  28 

Charters  arranged  for  full  cargoes  to  any  port 

Shippers  will  avoid  many  difficulties  and  attend- 
ant  losses  by  forwarding  their  business  via  this 
regular  established  line,  operating  fast  steel 
steamers. 

Through  export  bills  of  lading  issued  from  all 
interior  points. 

Cheaper  Rates  from  Interior  Points  via 
Norfolk  and  Newport  News 

For  Rates  and  Space  apply  to 

Atlanta,  Ga.  C.  S.  Buford,  Commercial  Agent 

Baltimore,  Md.  W.  W.  Tull,  General  Agent 

Boston,  Mass.  C.  H.  Maynard,  General  Agent 

Havana,  Cuba  M.  V.  Molanphy,  General  Agent 

Jacksonville,  Fla  C.  M.  Haile,  General  Agent 

Norfolk,  Va.  A.  E.  Porter,  General  Agent 

Philadelphia,  Pa  A.  L.  Bongartz,  General  Agent 

Pittsburgh,  Pa.  L.  T.  Fowler,  Commercial  Agent 

Providence,  R.  I  W.  H.  Miller,  General  Agent 

Savannah,  Ga.  R.  M.  Griffin,  Local  Agent 

St.  Louis,  Mo.  J.  R.  Bell,  Freight  Representative 

A.  W.  GRAVES,  Manager,  Baltimore,  Md. 


R.  B.  YOUNG.  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 


312-314-316  WILLIAMSON  STREET 


P.  0.  Box  985 


General      Storage  —  Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Broker* — Track    Connections    with    all     Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phone  No.  4883  SAVANNAH,  GA. 


CARLSON'S  INDUSTRIAL 

Traffic  Managers9  College 

Top  Floor  Tribune  Bldg.,  New  York,  N.  Y. 

Practical  Instructions  given  by  Expert  Traffic  Managers.  No 
Theory,  actual  use  of  tariffs  as  applied  to  Domestic,  Import  and 
Export  Shipping.  TEXT  MATTER  Includes  Important  changes  In 
Rules  and  Regulations,  up  to  date,  in  loose-leaf  form. 

Night  Classes.  Personal  Instructions  by  Mall. 

Prospectus    Free.  Correspondence    Solicited. 


J. 


CINCINNATI,  OHIO 

C.  BUCKLES    TRANSFER   COMPANY 

67  Plum  Street 

FREIGHT  FORWARDING  AND  TRANSFER  AGENTS 

Distributors  and  Forwarders  of  Pool  Cars  a  Specialty 
Both  Team  and  Motor  Truck  Service.    Also  Export  Freight  Contractors 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 

PORTLAND,      OREGON 

OREGON  TRANSFER  COMPANY 

Established  In  1868 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

No  •witching  charge  on  carload  shipment*. 


SEATTLE  TRANSFER  CO. 

123  Jackson  St.  Seattle,  Wash. 

Quick  Distribution  of  all  Pool  Cars 
100,000  sq.  ft.  of  warehouse  space 
Warehouse-men  and  forwarders. 

ROCHESTER,  NEW  YORK 

General  Storage      Forwarding      Carload  Dlrtribution 

Excellent  facilities  for  reshipplng  without  cartage.  Insurance  rmt» 
12  cents.  Members  of  American  Warehousemen's  Association  ana1 
American  Chain  of  Warehouses. 


B.    R. 


Write  for  particulars. 
WAREHOUSE.    Inc.  KING    AND    MAPLB    8Tt. 


GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.  Ft.  Floor  Space  —  Fireproof  —  Bonded  —  $200,800  Capital 
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cellaneous,  25,306  and  40,190;  total,  1921,  94,908;  1920,  116,745; 
1919,  112,714. 

Central  Western  district:  Grain  and  grain  products,  13,722 
and  11,553;  live  stock,  11,952  and  13,394;  coal,  22,161  and  25,942; 
coke,  300  and  426;.  forest  products,  2,804  and  4,995;  ore,  1,564 
and  2,589;  merchandise,  L.  C.  L.,  27,071  and  21,456;  miscella- 
neous, 29,695  and  44,620;  total,  1921,  109,269;  1920,  124,975;  1919, 
107,564. 

Southwestern  district:  Grain  and  grain  products,  4,985  and 
4,099;  live  stock,  2,014  and  2,815;  coal,  5,450  and  8,573;  coke, 
94  and  196;  forest  products,  5,241  and  6,142;  ore,  540  and  578; 
merchandise,  L.  C.  L.,  14,546  and  14,162;  miscellaneous,  22,965 
and  24,195;  total,  1921,  55,835;  1920,  60,760;  1919,  52,757. 

Total,  all  roads:  Grain  and  grain  products,  44,861  and  40,- 
820;  live  stock,  35,125  and  38,698;  coal,  183,228  and  207,861;  coke, 
10,483  and  10,645;  forest  products,  45,241  and  59,014;  ore,  9,590 
and  10,745;  merchandise,  L.  C.  L.,  173,500  and  145,494;  miscella- 
neous, 207,860  and  327,247;  total,  1921,  709,888;  1920,  840,524; 
ii,  758,609. 


Xoti  :  I...  C.  L.  merchandise  loading  figures  for  1921  and  1920  are 
not  comparable,  as  some  roads  are  not  able  to  separate  their  L*.  C.  L. 
freight  and  miscellaneous  of  1920.  Add  merchandise  and  miscellaneous 
figures  to  get  a  fair  comparison. 


CAR  SERVICE  RULES  INTERPRETED 

In  Circular  CSD-98,  to  railroads,  the  car  service  division  of 
the  A.  R.  A.  says: 

"General  Committee,  Division  Two,  Transportation,  Ameri- 
can Railway  Association,  authorize  following  interpretation  of 
Car  Service  Rule  3-D,  which  reads: 

Delivered  empty  to  a  road  from  which  last  received  loaded 
if  such  road  forms  a  part  of  a  direct  route  to  the  home  road. 

"A  road  is  obligated  to  accept  cars  under  Rule  3-D  regardless 
of  interchange  balances. 

"Also,  the  following  interpretation  of  Rule  3-E  which  reads: 

Delivered  empty  to  a  road  forming;  a  part  of  a  direct  route  to 
the  home  road  but  subject  to  equalization  of  interchange  balances 
monthly  by  classes  at  each  junction  point.  In  computing  cars  to 
determine  the  interchange  balances,  all  cars  interchanged  during 
the  preceding  two  months  shall  be  counted  classified  as  open  top 
or  closed  cars. 

"The  phrase  'preceding  two  months'  means  the  two  pre- 
ceding calendar  months." 


RAILWAY  REVENUE 

The  Traffic  World   Washington  Bureau 

The  final  summary  of  revenues  and  expenses  of  Class  I 
roads  (187  Class  I  roads  and  15  switching  and  terminal  com- 
panies) for  November,  1920,  issued  by  the  bureau  of  statistics 
of  the  Commission,  shows  a  net  railway  operating  income  of 
$54,243,793.  The  Bureau  of  Railway  Economics  (see  Traffic 
World,  January  15,  p.  133)  figured  the  net  at  $57,741,937,  the 
difference  being  attributed  to  different  methods  employed  in 
computing  certain  items.  The  Commission's  report  shows  that 
in  November,  1919,  the  net  was  $22,025,807. 

For  the  country  as  a  whole  in  November,  1920,  railway 
operating  revenues  totaled  $592,130,728  as  against  $438,105,217 
in  November,  1919.  The  most  of  the  $592,130,728  came  from 
freight  ($437,007,964)  and  passenger  service  ($106,829,660).  In 
November,  1919,  the  freight  revenue  totaled  $303,489,474  and  the 
passenger  revenue,  $92,475,222. 

Railway  operating  expenses  totaled  $510,501,352  as  compared 
with  $389,890,950  in  November,  1919,  and  the  net  revenue  from 
railway  operations  was  $81,629,376  as  compared  with  $48,214,267 
in  November,  1919. 

In  the  Eastern  district  the  railroads  had  a  net  railway 
operating  income  of  $19,774,805  as  compared  with  a  deficit  of 
$4,025,332  in  November,  1919.  Railway  operating  revenues 
totaled  $273,146,297  as  compared  with  $185,587,615  in  November, 
1919.  Railway  operating  expenses  totaled  $240,884,970  as  com- 
pared with  $177,761,906  in  November,  1919,  and  the  net  revenue 
from  railway  operations  totaled  $32,261,327  as  against  $7,825  709 
in  November,  1919. 

In  the  Pocahontas  district  the  railroads  had  a  net  railway 

operating  income  of  $3,059,332  as  against  $658,507  in  November 

Railway  operating  revenues  totaled  $20,112,847  as  against 

14,116,231  in  November,  1919,  and  railway  operating  expenses 

totaled    $16,583,287    as    against    $13,167,681    in    November,    1919 

Net    revenue    from    railway    operations    totaled    $3,529,560    as 

against  $948,550  in  November,  1919. 

The   railroads   in  the   Southern   district  had   a  net  railwav 

perating  income  of  $3,234,958  as  against  $2,251,761  in  Novem- 

Railway   operating   revenues   totaled    $66,657  603   as 

igamst   $54,123,234   in   November,   1919,   and   railway   operating 

toTan"£t  *°taled  *61-328'176  as  against  $49,888,999  in  November 

is.     Ihe  net  revenue  from  railway  operations  totaled  $5  329  427 

as  against  $4,234,235  in  November,  1919. 

In   the   Western   district   the   railroads   had   a   net   railway 

ting  Income  of  $28,174,398  as  compared  with  $23  140  871  in 

nber,  1919.    Railway  operating  revenues  totaled  $232  213  981 

as  against  $184,278,137  in  November,  1919,  and  railway  operating 


expenses  totaled  $191,704,919  as  against  $149,072,364  in  Novem- 
ber, 1919.  Net  revenue  from  railway  operations  totaled  $40,509,- 
602  as  against  $35,205,773  in  November,  1919. 

For  the  eleven  months  ending  with  November  the  railroads 
for  the  country  as  a  whole  had  a  net  railway  operating  income 
of  $55,234,669  as  compared  with  a  net  of  $502,491,497  in  the  same 
period  of  1919.  Railway  operating  revenues  totaled  $5,672,374,- 
375  as  against  $4,728,939,293  in  1919,  and  railway  operating 
expenses  totaled  $5,317,404,705  as  against  $4,003,353,077  in  1919. 
Net  revenue  from  railway  operations  totaled  $354,969,670  as 
against  $725,586,216  in  1919. 

The  ratio  of  operating  expenses  to  operating  revenues 
jumped  from  84.66  per  cent  in  1919  to  93.74  per  cent  in  1920. 

In  the  Eastern  district  the  railroads  had  a  deficit  in  net 
railway  operating  income  of  $100,561,558  as  compared  with  a 
net  of  $159,905,767  in  1919;  railway  operating  revenues  totaled 
$2,525,159,818  as  against  $2,107,281,057  in  1919;  railway  operating 
expenses  totaled  $2,495,721,164  as  against  $1,849,887,011  in  1919; 
and  net  revenue  from  railway  operations  totaled  $29,438,654  as 
against  $257,394,046  in  1919.  The  ratio  of  operating  expenses  to 
operating  revenues  jumped  from  87.79  per  cent  in  1919  to  98.83 
per  cent  in  1920. 

In  the  Pocahontas  district  the  railroads  had  a  net  railway 
operating  income  of  $19,207,789  as  against  $24,957,073  in  1919; 
railway  operating  revenues  totaled  $188,047,961  as  against  $158,- 
466,075  in  1919;  railway  operating  expenses  totaled  $167,105,925 
as  against  $127,427,811  in  1919;  and  net  revenue  from  railway 
operations  totaled  $20,942,036  as  against  $31,038,264  in  1919.  The 
ratio  of  operating  expenses  to  operating  revenues  jumped  from 
80.41  per  cent  in  1919  to  88.86  in  1920. 

In  the  Southern  district  the  roads  had  a  net  railway 
operating  income  of  $16,470,431  as  against  $42,160,454  in  1919; 
railway  operating  revenues  totaled  $699,693,270  as  against  $574,- 
213,655  in  1919;  railway  operating  expenses  totaled  $656,040,071 
as  against  $508,841,892  in  1919;  net  revenue  from  railway  opera- 
tions totaled  $43,653,199  as  against  $65,371,763  in  1919.  The  ratio 
of  operating  expenses  to  operating  expenses  jumped  from  88.62 
per  cent  in  1919  to  93.76  per  cent  in  1920. 

In  the  Western  district  the  roads  had  a  net  railway  operating 
income  of  $120,118,007  as  against  $275,468,203  In  1919;  railway 
operating  revenues  totaled  $2,259,473,326  as  against  $1,888,978,506 
in  1919;  railway  operating  expenses  totaled  $1,998,537,545  as 
against  $1,517,196,363  in  1919;  net  revenue  from  railway  opera- 
tions totaled  $260,935,781  as  compared  with  $371,782,143  in  1919. 
The  ratio  of  operating  expenses  to  operating  revenues  jumped 
from  80.32  per  cent  in  1919  to  88.45  per  cent  in  1920. 


REDUCTION  OF  MECHANICAL  FORCES 

Members  of  the  International  Association  of  Machinists  at 
Fort  Smith,  Ark.,  have  sent  a  resolution  to  Senator  Robinson,  of 
Arkansas,  protesting  against  a  reduction  of  the  mechanical  forces 
of  the  Southern  Pacific,  Santa  Fe  and  other  railroads.  The  reso- 
lution was  referred  in  the  Senate  to  the  committee  on  interstate 
commerce. 


LONG  AND  SHORT  HAUL  SECTION 

Seth  Mann,  president  of  the  Pacific  Coast  Traffic  League,  has 
protested  to  Representative  Raker,  of  California,  against  the  pas- 
sage of  the  bill  (S.4525)  introduced  in  the  Senate  recently  by 
Senator  Pittman,  of  Nevada,  providing  for  rigid  application  of 
the  long-and-short-haul  clause  of  section  4  of  the  act  to  regulate 
commerce.  The  petition  was  referred  to  the  House  committee  on 
interstate  and  foreign  commerce. 


POINDEXTER  ANTI-STRIKE  BILL 

When  the  Poindexter  anti-strike  bill  was  reached  on  the 
Senate  calendar,  January  25,  Senator  Poindexter  asked  that  con- 
sideration be  deferred  because  Senator  LaFollette,  of  Wisconsin, 
who  is  against  the  bill,  was  not  present.  The  bill  was  passed 
recently  by  the  Senate  with  only  a  few  senators  present.  Sena- 
tor LaFollette  later  moved  for  reconsideration  and  the  bill  was 
placed  on  the  calendar  again.  At  Senator  Poindexter's  request 
the  bill  was  passed  over. 


B.  &  O.   BONDS 

Authority  has  been  granted  by  the  Commission  to  the  Balti- 
more &  Ohio  to  issue  $3,000,000  of  refunding  and  general  mort- 
gage bonds  (series  B)  and  to  exchange  the  same  for  an 
equivalent  amount  of  refunding  and  general  mortgage  bonds, 
and  to  pledge  $3,000,000  of  refunding  and  general  mortgage  bonds 
(series  A),  and  $10,000,000  of  refunding  and  general  mortgage 
bonds  (series  B)  with  the  Director-General  of  Railroads  as 
security  for  its  promissory  note  of  $9,000,000,  to  be  issued  to 
the  Director-General.  The  $9,000,000  represents  the  balance  due 
the  government  from  the  B.  &  O.  growing  out  of  the  operation 
of  the  property  during  federal  control  and  it  will  be  funded  for 
ten  years  at  6  per  cent. 
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PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  Monthly  Service         A-l  Steamers 

MOBILE  to  ANTWERP 
HAVRE  and  BORDEAUX 

St.  Louis  Office:    1527  Pierce  Building 

IRVING  H.  HELLER,  Manager 


Ship  Through  the 

Port  of  Los  Angeles 

Total  Port  Costs  18  to  30%  Less  Than  Other  Pacific  Ports 

Comparative  costs  (a  typical  example)  for  a  ship  of  2800  tons  net 
register;  draft,  23  feet;  6500  tons  of  cargo  from  the  Orient; 
100,000  gallons  taken  aboard;  ten  days'  time  at  wharf: 

Los  Angeles      San  Francisco         Seattle 

Pilotage $  51.00  $      102.00  $       65.00 

Dockage 185.00 

Wharf  age  or  State  Tolls..  487.50  975.00  1,625.00 

Discharging 3,900.00  4,550.00  4,550.00 

Handling 2,600.00  2,600.00  4,225.00 

Loading  cars 2,925.00  3,900.00  4,225.00 

Water 17.00  40.00  8.00 

Rent  .  150.00 


Total $10,165.50  $12,317.00  $14,698.00 

Cost  per  ton 1.56  1.89  2.26 

Write  or  Wire  for  Further  Information 

Board  of  Harbor  Commissioners 

Suite  33,  City  Hall,  Los  Angeles,  U.  S.  A. 
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CONSTRUCTION  PERMISSION  DENIED 

The  Traffic  World  Washington  Bureau 

The  Commission,  in  Finance  Docket  No.  1061,  has  denied 
the  application  of  the  Coon  Bayou  &  Arkansas  City  Railway 
Company  for  a  certificate  of  public  convenience  and  necessity 
for  the  construction  of  a  new  line  of  railroad  in  Desha  County, 
Arkansas,  from  a  connection  with  the  Missouri  Pacific  near 
McArthur  into  the  timber  holdings  of  the  Breece  Lumber  Com- 
pany; to  lease  an  existing  line  about  1.3  miles  long,  not  now 
operated;  and  acquire  trackage  rights  over  the  Missouri  Pacific 
into  Arkansas  City,  a  distance  of  23.6  miles. 

The  denial  is  based  on  the  conclusion  that  there  is  no  need 
for  another  common  carrier  in  that  part  of  the  country,  although 
the  fact  may  be,  as  declared,  that  the  Missouri  Pacific  has  no 
equipment  for  the  service  to  be  performed  by  the  Coon  Bayou  & 
Arkansas  City. 

According  to  the  Commission's  report,  the  sole  traffic  to  be 
carried  is  the  lumber  and  logs  of  the  Breece  Lumber  Company, 
which  is  to  be  the  chief  stockholder  in  the  railroad  company. 
The  Commission,  by  implication,  said  that  the  proposed  road 
would  be  merely  a  plant  facility  of  the  lumber  company  because 
there  is  no  traffic  available  other  than  that  of  the  lumber  com- 
pany; that  no  stations  were  to  be  established  on  the  line  now 
in  existence  of  that  proposed.  The  applicant  said  the  track 
would  be  taken  up  in  two  years  and  the  right-of-way  would 
revert  to  the  lumber  company  and  that  no  divisions  out  of  the 
rates  would  be  demanded. 

The  implication  that  the  proposed  railroad  would  be  only 
a  plant  facility  is  contained  in  a  declaration  by  the  Commission 
that  it  could  see  no  reason  why  the  Breece  Lumber  Company 
should  not  provide  its  own  privately  owned  and  operated  facili- 
ties with  which  to  deliver  its  product  to  the  rails  of  the  Missouri 
Pacific  for  transportation  to  the  mills  in  Arkansas  City. 

;"It  is  obvious,"  said  the  Commission,  "that  the  need  is  not 
for  a  line  of  railroad  operated  by  a  common  carrier  for  the  ben- 
efit of  the  public,  but  for  a  plant  facility  for  the  benefit  of  the 
Breece  company  alone.  The  bare  statement  that  the  Missouri 
Pacific,  at  the  present  time,  has  insufficient  equipment  to  handle 
the  traffic  cannot  be  taken  as  establishing  that  the  services  of 
another  carrier  are  necessary." 


PITY  FOR  THE  FARMER 

The  Traffic  World  Washington  Bureau 

"He  is  the  burden  bearer  of  the  citizenship  of  our  nation 
under  the  present  transportation  law  of  our  country  and  you 
people  who  remain  here  are  going  to  have  to  deal  with  it,"  said 
Representative  James  Young,  of  Texas,  in  a  speech  in  the  House 
on  the  problems  faced  by  the  farmer.  Mr.  Young  will  retire 
from  the  House  March  4. 

Saying  that  he  was  bitterly  opposed  to  government  operation 
of  the  railroads,  Mr.  Young  explained,  however,  that  he  had 
voted  against  the  transportation  act  because  he  had  felt  that  "in 
that  law  there  were  powers  granted  and  guaranties  made  that 
must,  of  necessity,  force  higher  freight  rates,  which  would  even- 
tually penalize  the  agricultural  section  which  produces  the  raw 
commodities  of  wheat,  cotton,  wool  and  cattle,  and  so  forth,  and 
that  the  increased  transportation  charges  would  be  a  heavier 
burden  than  the  farmer  could  possibly  bear. 

"The  law  has  worked  out  as  I  predicted.  In  my  section,  to 
illustrate,  the  oil  meal  and  cottonseed  cake  made  a  wonderful 
stride  in  the  market,  reaching  to  the  entire  northwestern  section 
of  our  Nation  —  Washington,  Oregon,  Idaho,  and  all  that  tier  of 
states.  But  the  transportation  charges  under  the  present  law 
have  been  enlarged  so  much  that  our  customers  who  need  this 
concentrated  food  for  their  stock  can  not  pay  the  freight  charges 
and  transport  it  to  their  range  properties.  What  Is  a  transpor- 
tation facility  for  except  to  serve  the  people?  And  I  prophesy 
that  this  or  the  next  Congress  will  be  called  upon  to  repeal  or 
modify  that  law,  because  over  and  over  again  it  is  going  to  be 
brought  to  your  attention  that  agriculture  can  not  stand  the 
charges  that  are  being  imposed  upon  it." 

Representative  McClintic,  of  Oklahoma,  said  he  desired  to 
submit  the  folowing  statement  in  support  of  Mr.  Young's  re- 
marks: 

oA   »arr?u-  maize  nnd  ,°ther  grain  recently  shipped  from  Goodwell. 

'  nd  brou*hi 


Cart  »»hip?£d   fl'01?   the  Panhanclle   to  market  at   an   ex- 
;  nett£d  t,he  Producer  $475.     Out  of  this  he  had  to  pay 
I    ont     Bh,?n2    rfUndr£d  .Poundf,   for   threshing   in   addition    to   the 
A   &,£«  hundred.P?ld   the    railway   company   in    freight    charges. 
Cltv  i«  ft  <«"»«  ™?1SS    "t^on"  .wr'tes:    "9ur  ™te  on  hay  to  Kansas 
»3.40.  to  Chicago.  M.90;  to  St.  Louis.  $7.40;  to  Memphis.  $7.40 
markSta."  ordinary    prairie-hay    is    bringing    on    these 

the  Aei£frir»na?iern   patr'ots  Kr*&"y,  fear  Congress   intends   to   favor 
erlcan  farmer.     It  would   look  as  if  he  needed  favoring     Bui 

Mve  a  Chance  t0  8ave  his  Ilfe-  to  live'  and  t°  help  others  to 

'I  am  glad  to  have  these  figures  from  my  colleague  confirm- 

ing the  observations  I  have  made,"  Mr.  Young  replied      "The 

isjointed  condition  has  compelled  our  people  to  alter 


their  operations.     Texas   by  all  the  law  of  nature  is  a  cotton-  , 
growing  and  cattle-producing  country;  the  western  end  of  it  is  a  : 
cattle  country.     Heretofore,  under  the  law  of  nature,  we  have 
followed    the    production   of   cotton   with   a   larger   crop    where  ! 
needed.     Do  you  know  what  is  happening  in  Texas  now?    I  am  j 
now  talking  to  you  gentlemen  from  Kansas,  Nebraska,  Missouri, 
Indiana,  the   Dakotas,   the  grain-producing  and  horse-producing 
section  of  our  country.    We  have  been  your  customers;  we  have 
taken  our  cotton  money  to  buy  your  foodstuffs.     Our  farms  at 
this  moment  are  being  sowed  to  wheat  and  oats  and  planted  in 
corn.     Our  natural  crop  is  cotton.     We  are  becoming  your  com- 
petitors.    We  are  forced   by  present  conditions  to  do  it.     Per- 
sonally I  have  gone  all  over  the  north  end  of  my  state  and  1 
have  seen  the  conditions  they  are  fating.     I  have  said  to  the 
people  of  that  section  of  the  state  whom  I  love,  that  on  account 
of  the  conditions  at  home  and  abroad  any  man  who  proceeds  to 
grow  a  normal  crop  of  cotton  is  a  bankrupt  before  the  year  is 
out." 

Members  of  state  legislatures,  according  to  information  re-  ij 
ceived  here,  have  introduced  resolutions  protesting  against  the  ) 
rate-making  section  and  other  sections  of  the  transportation  act 
under  which  they  claim  the  Commission  has  encroached  on  the 
powers  of  the  states  over  intrastate  commerce.  Resolutions  along 
these  lines  have  been  submitted  in  the  Michigan,  Minnesota  and 
Texas  legislatures,  which  are  now  in  session.     Copies  of  such 
resolutions,  if  they  are  adopted,  will  be  sent  to  Congress. 

COAL  PRODUCTION  REPORT 

Tin  Traffic  World  Washington  Buret* 

Lack  of  orders  continued  to  be  the  chief  factor  limiting  the 
output  of  bituminous  coal  in  the  week  ended  January  15,  the 
labor  and  car  supply  being  sufficient,  the  Geological  Survey, 
Department  of  the  Interior,  said  in  its  weekly  report  of  January 

The  total  production  for  that  week  was  estimated  at  9,937^- 
000  tons,  a  decrease  of  806,000  tons  when  compared  with  the 
preceding  week. 

The  number  of  cars  loaded  daily  in  the  week  ended  January 
15,  according  to  reports  furnished  by  the  American  Railway 
Association,  was  as  follows:  January  10,  32,529;  January  11 
33,005;  January  12,  32,114;  January  13,  31,136;  January  14 
31,277;  January  15,  23,193. 

Loadings  on  January  16  and  17  amounted  to  30,500  and  29,- 
600  cars,  respectively,  indicating  a  further  decrease  in  produc- 
tion. 

A  sharp  decline  marked  the  all-rail  movement  to  New  Eng- 
land during  the  week  ended  January  15.  According  to  reports 
furnished  by  the  American  Railway  Association,  4,030  cars  were 
forwarded  through  the  five  rail  gateways,  Harlem  River,  May- 
brook,  Albany,  Rotterdam  and  Mechanicsville.  When  compared 
with  the  preceding  week,  this  was  a  decrease  of  966  cars,  or  over 
19  per  cent.  Shipments,  however,  were  well  in  excess  of  those 
in  1919  and  1920,  when  2,295  and  2,970  cars,  respectively,  were 
forwarded. 

Movement  to  tide  fell  off  heavily  during  the  week  ended 
January  16,  and  was  less  even  than  during  New  Year's  week. 
Reports  to  the  Geological  Survey  show  that  841,000  net  tons 
of  soft  coal  were  dumped  over  tidewater  piers,  or  at  the  monthly 
rate  of  3,600,000  tons.  Shipments  to  New  England  were  131,000 
tons,  a  sharp  decrease  from  those  of  the  preceding  week  while 
exports  were  244,000  tons,  a  decrease  of  34  per  cent. 

LOAN   TO   MISSOURI    PACIFIC 

The  Commission  has  approved  a  loan  of  $1,200,000  to  the 
Missouri  Pacific  Railroad  Company  to  aid  the  company  in  ac- 
quiring twenty-five  Mikado  freight  locomotives  and  fifteen  16- 
wheel  switching  locomotives  at  a  total  estimated  cost  of  about 
$2,400,000.  The  company  itself  is  required  to  finance  about 
$1,800,000,  including  the  entire  cost  of  five  Mountain  type  and 
five  Pacific  type  passenger  locomotives,  at  a  total  estimated  cost 
of  about  $680,000. 


CONSTRUCTION  AND  REPAIR  QUESTIONNAIRE 

In  connection  with  the  proceeding  involving  the  cost  of  the 
construction  and  repair  of  railroad  equipment,  the  Commission 
has  sent  to  all  carriers  owning  10  or  more  locomotives,  of  which 
there  are  approximately  200,  questionnaires  relating  to  the  num- 
ber of  locomotives  purchased  and  contracted  for  since  March  1. 
1920,  and  to  the  purchase,  construction  and  repair  of  freight  and 
passenger  cars  since  that  date.  The  questionnaires  call  for  com- 
plete information  as  to  costs,  whether  work  was  done  in  railroad 
or  outside  shops,  and  whether  the  facilities  of  railroad  shops  have 
been  utilized  to  full  capacity. 


THE  DAILY  TRAFFIC  WORLD   is  delivered   by 
messenger  to  Chicago  Loop  subscribers  and  forwarded 

under  first  class  postage  to  all  the  others,  thus  insuring 
prompt  and  regular  receipt. 
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EVERY  STEP 

From  Start  to  Finish 

In  Both  Freight  Rate  and 
Classification  Change 

Is  Now  Promptly  Told  of 
in 

The  frame  Bulletin 


The  Information  Regularly  Carried  in  This 
Publication  Includes  the  Following: 

Released  Rate  Orders 
Fourth  Section  Orders 
Sixth  Section  Orders 
I.  &  S.  Orders 

Central  Freight  Association  Docket 
Central  Freight  Association  Hearings 
New  England  Freight  Association  Docket 
Southern  Rate  Committee  Docket 
Southwestern  Freight  Bureau  Docket 
Southwestern  Freight  Bureau  Hearings 
Texas  Tariff  Bureau  Docket 
Trunk  Line  Association  Docket 
Trunk  Line  Association  Hearings 
Western  Trunk  Line  Docket 
Western  Trunk  Line  Hearings 
Transcontinental  Freight  Bureau  Docket 
Consolidated  Classification  Docket 


I. 

2. 

3. 

4. 

5. 

6. 

7. 

8. 

9. 
10. 
11. 
12. 
13. 
14. 
15. 
16. 
17. 
18. 


Embargo  Notices,  Modifications  and  Can- 
cellations. 

19.  New  Tariffs  and  Supplements  Filed  with 

the  L  C.  C. 

20.  Tariffs  Rejected  by  the  I.  C.  C. 

21.  Shipping  Board  Tariffs. 

Sample*  and  full  information  free  on  request 
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NUMBER  AND  PAY  OF  EMPLOYES 

The  Traffic  World  Washington  Bureau 

The  Commission  has  issued  a  summary  of  the  number  of 
employes,  by  classes,  and  their  compensation,  on  class  I  roads 
for  the  quarter  ended  March  31,  1920.  For  the  United  States 
as  a  whole  the  summary  shows  that  the  average  number  of 
employes  in  service  in  the  period  was  1,993,524,  and  that  the 
total  compensation  was  $795,616,330.  The  number  of  employes 
in  service  at  the  middle  of  each  month  of  the  quarter  was  as 
follows:  January,  2,000,105;  February,  1,970,525;  March,  2,009,- 
948.  The  average  number  of  general  officers  with  salaries  of 
{3,000  and  over  for  the  quarter  was  6,045,  while  the  number  of 
general  officers  with  salaries  below  $3,000  was  2,256. 

The  average  compensation  per  hour  for  the  quarter  of  road 
passenger  engineers  and  motormen  was  $1.184;  road  freight 
engineers  and  motormen,  $1.029;  freight  conductors,  $.844; 
freight  brakemen  and  flagmen,  $.649;  passenger  conductors, 
$.975;  passenger  brakemen  and  flagmen,  $.675;  yard  engineers 
and  motormen,  $.770;  yard  firemen  and  helpers,  $.570;  yard 
conductors  or  foremen,  $.69;  yard  brakemen,  $.651. 

These  figures  are  based  on  the  rate  of  compensation  which 
obtained  prior  to  the  wage  increases  granted  by  the  Railroad 
Labor  Board,  so  they  are  not  indicative  of  what  the  employes 
are  getting  now. 


lines,  the  carriers  agreed  to  cut  the  running  time  on  fruits  and 
vegetables  between  California  points  and  Chicago  from  nine  to 
eight  days.  The  running  time  from  California  points  to  New 
York  was  also  reduced  to  twelve  days. 


LOWER  RATES  DEMANDED 

At  the  January  21  session  of  the  annual  meeting  of  the 
American  Fruit  and  Vegetable  Shippers'  Association,  held  in 
Chicago,  a  special  committee  consisting  of  the  following  mem- 
bers was  appointed:  Thos.  O'Neill,  president  California  Vege- 
table Union,  Los  Angeles,  chairman;  E.  P.  Miller,  president 
Albert  Miller  &  Co.,  Chicago;  W.  H.  Mouser,  sales  manager, 
J.  C.  Chase  &  Co.,  Jacksonville,  Fla.;  J.  S.  Crutchfield,  presi- 
dent, American  Fruit  Growers,  Inc.,  Pittsburgh,  Pa.;  C.  M. 
Chaney,  general  manager,  American  Cranberry  Exchange,  New 
York  City. 

The  direct  purpose  of  this  committee  is  to  endeavor  to 
obtain  an  immediate  substantial  reduction  in  freight  rates  on 
such  fruits  and  vegetables  as  are  at  present  selling  for  less 
than  the  cost  of  production.  The  emergency  in  respect  to  these 
goods  is  said  to  be  acute,  and  in  order  to  lose  as  little  time  as 
possible,  it  is  the  intention  of  this  committee  to  go  directly  to 
the  executives  of  the  carriers  to  request  a  reduction,  at  least 
for  such  time  that  the  present  emergency  continues. 

It  is  the  further  purpose  of  this  committee  to  work  for  the 
general  reduction  of  freight  rates,  and  the  entering  wedge  of 
this  campaign  is  expected  to  be  a  move  toward  the  removal  of 
the  control  of  .the  Labor  Board  over  the  wages  of  railroad  em- 
ployes. 

"The  time  has  come,"  said  Robert  Gumming,  secretary  of 
the  association,  "when  the  prices  of  all  commodities  are  on  the 
down  grade,  The  cost  of  transportation  should  also  be  reduced 
but  such  a  reduction  will  be  impossible  while  the  wages  of 
the  railroad  workers  are  held  at  an  unreasonably  high  level  by 
the  Railway  Labor  Board.  We  believe  that  the  railroads 
should  be  allowed  to  purchase  their  labor  in  the  open  market 
with  the  same  degree  of  freedom  accorded  to  other  industries." 

The  meeting  as  a  whole  discussed  this  question  at  the  Jan- 
1  session  and  adopted  the  following  resolution: 


fmwi1!;  The  «7owers  of  fresh  fruits  and  vegetables  are  con- 
fronted with  a  serious  economic  situation  due  primarily  to  high 
£££fP££:£?«  C0st?  7£ich  threaten  to.  reduce  materially  the  aBricuI- 
H  completely!  and  country  and  in  many  instances  to  destroy 

Whereas.'  This'  condition  calls  for  serious  consideration  and  analy- 
sis on  the  part  of  the  people  with  the  view  of  seeking  a  solution  that 

•ure  a  steady  production  of  sufficient  food  products    and 

Transportatlon    ls   essential   in   the   distribution'  of    all 


e  abil 

Whereas.  Railroad  rates  and  service  are  the  most  important  fac- 
tor >n  determining  the  quantity  of  food  products  jrrown  and  I  diVril 
uted.thereby  .fitting  the  ultimate  cost  of  Pthe  consumer?  and 

Whereas,  -The.  «wt  of  labor,  to  the  railroads  is  the  largest  f-irtor 
entering  into  the  cost  of  furnishing  transportation,  and, 
Ine  Th^lrih  J  »et  rallroads  of  this  country  are  estopped  from  secjur- 
tneir  labor  at  a  cost  governed  by  competitive  costs  of  Inhnr  ir 

?n!refore      ^  and  aIS°  re*ulatlne  Corking  conditions  of  employes" 

Fruit  and  Vegetable 


growers  and  shippers  of  approximately  500  000   carloads  of 
fresh  fruit*  and  vegetables  annually,  that  the  present  method  eovern 

-  ~Sffl 


.  T6k>  atva  conferen<*  between  the  officers 
and  a  number  of  executives  of  transcontinental 


CAR  SURPLUS  AND  SHORTAGE 

The  car  surplusage  totaled  288,115  cars  the  week  ending 
January  15  as  compared  with  258,678  cars  the  preceding  week, 
an  increase  of  29,437  cars,  while  the  car  shortage  totaled  1,653 
cars  as  compared  with  1,929  cars  in  the  preceding  week,  a 
decrease  of  276  cars,  according  to  the  weekly  report  of.  the  car 
service  division  of  the  American  Railway  Association  January  22 

The  surplusage  was  made  up  of  the  following  classes  of 
equipment:  Box,  183,423;  ventilated  box,  1,650;  auto  and  furni- 
ture, 11,863;  flat,  9,731;  gondolas,  31,393;  hopper,  21,357;  total, 
all  coal  (gondolas  and  hopper)  52,750;  coke,  3,501;  S.  D.  stock 
15,142;  D.  D.  stock,  1,558;  refrigerator,  7,597;  tank,  70;  mis- 
cellaneous, 830. 

The  shortage  was  made  up  of  the  following  classes  of 
equipment:  Box,  554;  auto  and  furniture,  2;  flat,  161;  gondola 
141;  hopper,  46;  all  coal  (gondolas  and  hopper)  187;  S.  D  stock 
269;  D.  D.  stock,  213;  refrigerator,  205;  tank,  50;  miscel- 
laneous, 12. 


WISCONSIN   &  NORTHERN   BONDS 

The  Wisconsin  &  Northern  Railroad  Company  has  been 
authorized  by  the  Commission  to  issue  $49,400  of  first  mortgage 
6  per  cent  gold  bonds  and  to  sell  them  at  not  less  than  90  per 
cent  of  par  to  procure  funds  for  the  purpose  of  paying  for  rail 
and  track  fastenings,  ties  and  other  proper  capital  charges. 

PRIVATE    OWNERSHIP   WINS 

In  a  referendum  taken  by  the  Chamber  of  Commerce  of  the 
United  States  on  the  street  railway  problem,  1,657  votes  were 
cast  in  favor  of  private  ownership  and  operation  of  the  electric 
railways  and  24  against.  The  Chamber's  committee  on  public 
utilities  had  recommended  private  ownership  and  operation  with 
the  declaration  that  "a  canvass  of  every  consideration  that  has 
been  brought  forward  in  support  of  public  ownership  and  opera- 
tion has  resulted  in  the  committee's  finding  in  it  no  solution 
for  present  problems  or  means  of  meeting  future  requirements." 

RAILROADS  SET  EXAMPLE 

"The  railroads  have  set  the  example  of  retrenchment  by 
economy,  by  team  work,  and  by  the  best  service  they  have  given 
in  years,"  said  Archer  Wall  Douglas,  chairman  of  the  committee 
on  statistics  and  standards  of  the  Chamber  of  Commerce  of  the 
United  States,  in  his  monthly  report  on  business  conditions 
under  date  of  January  22.  "And  that  is  what  every  other  busi- 
ness will  have  to  do  if  it  is  to  save  its  soul  alive.  There  are 
pronounced  indications  that  the  first  shock  of  the  present  de- 
pression is  over." 


W.   F.  &   N.   W.  CERTIFICATES 

Charles  E.  Schaff,  receiver  of  the  Wichita  Falls  &  North- 
western Railway  Company,  has  applied  to  the  Commission  for 
authority  to  issue  a  series  of  10-year  6  per  cent  receivers'  cer- 
tificates sufficient  in  amount  to  fund  the  amount  due  by  him 
as  receiver  to  the  Director-General  of  Railroads  The  exact 
amount  of  the  indebtedness  has  not  been  determined. 

- — • 

WESTERN    ALLEGHENY   NOTES 

The  Western  Allegheny  Railroad  Company  has  applied  to 
the  Commission  for  authority  to  issue  demand  notes  from  time 
to  time  in  the  aggregate  sum  of  $100,000  and  to  apply  the  pro- 
ceeds thereof  to  existing  obligations. 

W.   B.  &  S.   NOTES 

The  Wilmington,  Brunswick  &  Southern  has  petitioned  the  j 
Commission  for  authority  to  issue  $81,000  of  promissory  notes 
to  retire  outstanding  notes. 

•' 

C.  &  W.  I.  BONDS 

The  Chicago  &  Western  Indiana  has  applied  to  the  Com- 
mission for  authority  to  issue  $329,000  of  its  consolidated  4  per 
cent  mortgage  bonds  to  retire  and  refund  a  like  amount  of  its 
general  mortgage  bonds. 


FREIGHT  CAR   PERFORMANCE 

Class   I  railroads   produced   37,458,624,000  net  ton-miles  of 
freight  in  November,  according  to  a  summary  of  freight  car  per- 
formance issued  by  the  Bureau  of  Railway  Economics.     The  per 
IJSJ   -  o°?dexT  car-miles  for  November  was  63.2,  as  compared 
with  71.3  in  November,  1919;    car-miles  per  day  amounted  to 
1.8.  as  compared  with  23.3  in  November,  1919;  tons  per  loaded  i 
was  30.5,  as  compared  with  26.2  in  November    1919    and 
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Tariff  Information 


Blakely  Printing  Co. 

418  So.  Market  St. 

Chicago  Railway  Printing  Co. 

720  So.  Dearborn  St. 

Excelsior  Printing  Co. 

732  Federal  St. 

The  Faithorn  Company 

500  Sherman  St. 

Faulkner-Ryan  Company 

712  Federal  St. 

Gunthorp-Warren  Printing  Co. 

132  So.  Clark  St. 

Hedstrom-Barry  Co. 

618  Sherman  St. 

Hillison  &  Etten  Co. 

638  Federal  St. 

F.  J.  Riley  Printing  Co. 

501  So.  La  Salle  St. 

Henry  O.  Shepard  Co. 

632  Sherman  St. 


HE  additional  Tariff 
facilities  that  you  will 
need  at  the  last  mo- 
ment are  in  Chicago. 

The  plants  below  have 
a  capacity  of  40, 000 
pages  per  month. 

Get  in  touch  with  one 
or  more  of  them  now 
so  that  you  are  estab- 
lished as  a  regular 
buyer  in  the  largest 
tariff  market  in  the 
world. 
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Docket  of  the  Commission 


Note.     Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  issue  of  The  Traffi        'orld.     Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 
Jr. nuary  31 — New  Orleans,  La. — Examiner  Fleming: 

11892 — United   States    War  Department,    Inland   Waterways,    Missis- 
sippi-Warrior Service  vs.  Abilene  &  Southern  et  al. 
11893 — United    States   War   Department,    Inland   Waterways,    Missis- 
sippi-Warrior Service,  vs.  Abilene  &  Southern  et  al. 
January  31 — Phoenix,  Ariz. — Examiner  Keeler: 

11971 — In  the  matter  of  rates,  fares  and  charges  applicable  lu-t\\rni 

points  In  the  state  of  Arizona. 

January  31 — Washington,  D.  C. — Commissioner  Ford: 
I.  and  S.  1250 — Diversion  and  reconsignment  rules,   regulations  and 

charges. 

January  31 — Washington,   D.  C. — Examiner  Gaddess: 
1.  and  S.  1277 — Cancellation  of  joint  throligh  rates  between  Augusta. 
Ga.,  and  the  Augusta  Northern  Ry. 

January  31 — Kansas  City.  Mo. — Examiner  Bardwell: 

I.  and  S.  1258 — Cement  from  Missouri  and  Kansas  to  Arkansas. 
February  1 — New  York,  N.  Y. — Examiner  Wagner: 

11385 — George  G.   Holt  and   Benjamin   B.   Odell,   as   receivers   of   the 

jEtna  Explosives  Co..  Inc..  vs.  West  Shore  et  al. 
10549 — Ayros.  Bridges  &  Co.  vs.  Erie  et  al. 
February  1 — Roanoke,  Va. — Examiner  Money: 
11996— Clinchfield  Coal  Corporation  vs.   Carolina,    Clinc-hfleld   &   Ohio 

et  al. 

February  1 — Morgantown,  W.  Va. — Examiner  Hosmer: 
12008 — Morgantown  &  Wheeling  Ry.  Co.  vs.  Pa.  et  al. 
February  1 — Argument  at  Washington,  D.  C. : 

11914 — In  the  matter  of  intrastate  rates,  fares  and  charges  of  the 
Southern  Pacific  Company  and  other  carriers  in  the  state  of 
Nevada. 

February  2 — New  York,  N.  Y. — Examiner  Wagner: 
t1421 — American  Cyanamid  Co.  vs.  Mich.  Cent,  et  al. 
11694 — Joseph  Bancroft  &  Sons  Co.  et  al.  vs.  N.  Y.  N.  H.  &  H.  et  al. 
February  2 — Kansas  City,  Mo. — Examiner  Bardwell: 

I.  and  S.  1264 — Lithopone  and  zinc  oxide  between  W.  T.  L.  points. 
February  2 — Cleveland.  O. — Examiner  Flynn: 

12035— The  National  Refining  Co.  vs.  L.  &  N.  et  al. 
February  2 — Washington,  D.  C. — Examiner  Witters: 

12021 — Excelsior  Shook  and  Lumber  Co..  Inc.,  vs.  S.  A.  L.  et  al. 
February  2 — Argument  at   Washington,   D.   C. : 

11828 — In  the  matter  of  intrastate  fares  and  charges  of  the  Atlantic 
Coast  Line  Railroad  Company  and  other  carriers  in  the  state  of 
North  Carolina. 

February  3 — New  York,  N.  Y. — Examiner  Wagner: 

11985— United  Paperboard  Co..  Inc.,  vs.  C.  C.  C.  &  St.  L.  et  al 

11922 — J.  B.  Schanck,  .1.  I.  Hutchinson,  Sr.,  and  H.  R.  Field,  trading 

as  Schanck,  Hutchinson  &  Field,  vs.  Pa.  et  al. 
February  3— Chattanooga,  Tenn.— Examiner  Money: 

11997 — Dixie  Portland  Cement  Co.  vs.  Director  General. 
February  3 — Columbus,  O. — Examiner  Hosmer: 

12043— The   Moore   Oil   Refining  Co.    vs.    Cincinnati,    New   Orleans   & 

Texas  Pacific  and  Director  General. 
12044 — The  Pure  Oil  Co.  vs.  Chesapeake  &  Ohio  et  al. 
12053— The  Pure  Oil  Co.  vs.  Chesapeake  &  Ohio  et  al. 
12054— The  Pure  Oil  Co.  vs.  M.  K.  &  T.  et  al. 
February  3 — Argument  at  Washington,  D.  C.: 

11764— In  the  matter  of  intrastate  rates  and  fares  of  the  Gulf,  Colo- 
rado &  Santa  Fe  Railway  Company  and  other  carriers  in  the 
state  of  Texas. 

February  4— Milwaukee,  Wis.— Examiner  Jewell: 

I.  and  S.  1268 — Logs  from  Baltimore,  Mich.,  to  Oconto  and  Stiles. 
Wis. 

February  4— New  York.  N.  Y.— Examiner  Wagner: 
12011 — American   Cigar   Co.   vs.    Peninsular  &   Occidental   S     S    Co 

et  al. 

12033 — Louisa  Schaefer,  as  executrix  under  the  last  will  and  testa- 
ment  of   Charles   Schaefer,    deceased;   Charles   Schaefer,   Jr.,   and 
!•  red  W.  Schaefer,  as  executors  under  the  last  will  and  testament 
of  Charles  Schaefer,  deceased,  vs.  Lehigh  Valley. 
February  4 — Grand  Rapids,  Mich.— Examiner  Flynn: 
12040— The    American   Box   Board   Co.    of   Grand    Rapids,    Mich      vs 

Grand  Trunk  Ry.  Co.  of  Canada  et  al. 
February  4 — Argument  at  Washington,  D.  C.: 

1863 — In   the  matter  of  intrastate   rates,    fares  and   charges  of  the 
Morgan  s  Louisiana  &  Texas  R.  R.  &  S.  S.  Co.  and  other  carriers 
in  the  state  of  Louisiana. 
February  4— Washington,  D.  C.— Examiner  Witters: 

53— Demurrage  charges   at   Sewalls   Point,   Va.,    on    coal 
and  coke  loaded  in  cars  of  200,000  Ibs.  capacity  or  over. 
February  4 — Birmingham.  Ala. — Examiner  Monev: 

£!2~H.irmin?han1  Rail  and  Locomotive  Co.  vs.  A.  C.  L.  et  al 
93     (Sub.     No.     1)— Birmingham     Rail    and    Locomotive    Co.    vs 
A.  C.  L.  et  al.    Portions  of  fourth  section  app.  703,  A.  C.  L.  R.  R. 
February  5— Chicago,  111.— Examiner  Jewell: 

I— Fresh  and  salted  meats  between  points  in  Florida 

Fe1oI3iry^5~New,  Yolk'  N-  Y.— Examiner  Wagner: 
12036— Texas  Pipe  Line  Co.  vs.  Director  General. 

Fe,lJ™ary,  5— Argument  at  Washington,  D.  C.: 

matter  of  intrastate  rates  within  the  state  of  Illinois. 
looJTj-.? — Cincinnati,  O. — Examiner  Hosmer: 

-Charles  C    Oyler  &  Son  et  al.  vs.  American  Ry.  Express 
•Ihe  *ox  Paper  Co.  et  al.  vs.  Director  General 

Fei2Mj2'T?~Vv'-t'i,1iJnsSn'  K""—  Examiner  Bardwell: 

ichita  Northwestern  Ry.  Co.  vs.  C.  R.  I.  &  P.  et  al. 
Ia!lye7~7 ^''-'"Phis.    Tenn. — Examiner   Money 


„. 


February  7—  Cincinnati.  O.—  Examiner  Hosmer: 

12019—  The  Ault  &  Wiborg  Co.  vs.  C.  M.  &  St.  P.  et  al. 

12020—  Tlie  Monitor  Stove  Co.  vs.  Can.  Pac.  et  al. 
February  7  —  New  York,  N.  Y.  —  Examiner  Wagner: 

11146—  Automatic    Sprinkler   Co.    of   America    et   al.    vs.    Alabama    A 

Vicksburg  et  al. 
February  7—  Chicago,  111.  —  Examiner  Jewell: 

11930  —  Oscar  Mayer  &  Co.  vs.  C.  M.  &  St.  P.  et  al. 

12003  —  Burlington  Shippers'  Assn.  et  al.  vs.  Ark.  Cent,  et  al. 
February  7  —  Minneapolis,  Minn.  —  Examiner  Flynn: 

I.  and  S.  1272  —  Switching  and  absorption  at  Minneapolis,  Minn.,  etc. 
February  7  —  Tulsa.  Okla.  —  Examiner  Bardwell: 

12047—  Bradford  Rig  and  Reel  Co.  vs.  A.  T.  &  S.  F.  et  al. 
February  7  —  Detroit,  Mich.  —  Examiner  Howell: 

11980  —  Michigan  R.  R.  Co.  vs.  Pere  Marquette. 
February  7  —  New  Orleans,  La.  —  Examiner  Money: 
!!  10405—  Southport  Mill,  Ltd.,  vs.  C.  &  N.  W.  et  al. 
'••  10405  (Sub.   No.  1)—  Terminal  Oil  Mill  Co.  vs.  C.  &  N.  W,  et  al 
1    10405  (Sub.   No.  2)—  Terminal  Oil  Mill  Co.  vs.  Mo.  Pac.  and  Director 
General. 

*  10407  —  Southport  Mill,   Ltd.,  vs.   Director  General  and  Yazoo  &  Mis- 

sissippi Valley. 

*  10408—  Southport  Mill,  Ltd.,  vs.  Illinois  Central  et  al. 

10409  —  Southport  Mill,  Ltd.,  vs.  New  Orleans,  Texas  &  Mi-xico  et  al 
>  10410—  Terminal  Oil  Mill  Co.  vs.  New  Orleans,  Texas  &  Mexico  et  al 

*  10464  —  Southport  Mill,  Ltd.,  vs.  Chicago  &  Alton  et  al. 

*  10519  —  Southport  Mill.  Ltd.,  vs.  Chicago,  Peoria  &  St.  Louis  et  al 
~  10557—  Southport  Mill,  Ltd.,  vs.  Erie  et  al. 

«  10558—  Southport  Mill,  Ltd.,  vs.  Illinois  Central  et  al. 
:  10564  —  Southport  Mill,  Ltd.,  vs.  New  Orleans.  Texas  &  Mexico  et  al 

*  11974  —  Southport  Mill,  Ltd.,  vs.  B.  &  O.  et  al. 
February  8—  Philadelphia,  Pa.—  Examiner  Early: 

12007  —  E.    I.    Dupont  de   Nemours  &   Co.    vs.    Chicago,    Milwaukee   & 

St.  Paul  et  al. 

10504  —  E.  I.  Dupont  de  Nemours  &  Co.  vs.  Maine  Central  et  al 
10504  (Sub.  Nos.  1  to  6  inclusive)—  E.  I.  Dupont  de  Nemours  &  Co 

vs.  Maine  Central  et  al. 
12000—  E.  I.  Dupont  de  Nemours  &  Co.  vs.  Pennsylvania  and  Director 

General. 
11998—  E.  I.  Dupont  de  Nemours  &  Co.  vs.  Delaware,  Lackawanna  & 

Western  et  al. 

February  8—  Cincinnati,  O.—  Examiner  Hosmer: 
12055  —  The  Procter  &  Gamble  Co.  vs.  Director  General 
12049  —  The  Charles  Boldt  Glass  Co.  vs.  Director  General. 
February  8—  Minneapolis,  Minn.—  Examiner  Flynn: 
12012—  The  Mutual  Brokers  of  Regina,  Ltd.,  vs.  Amn.   Express  Co. 

11994  —  C.  H.  Robinson  Co.  vs.  American  Ry.  Express  Co 
12041—  PR    Pendleton  and  H.  S.  Gilkey,  doing  business  as  Pendle- 
ton  &  Gilkey  vs.  Minnesota  &  International  et  al. 

February  8  —  Chicago,  111.  —  Examiner  Jewell- 

12p27irIllin°&S  c;Brick   Co"    vs"    Director   General   and    Chicago,    West 
12025—  Chicago  Roller  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

February  9—  Chicago,  111.—  Examiner  Jewell: 
12046  —  Armour  &  Co.  vs.  Wabash  et  al 
11947  —  Armour  &  Co.  vs.  Cent,  of  Ga.  et  al 
11947  (Sub.  No.  1)—  Armour  &  Co.  vs.  Mo.  Pac.  et  al. 

February  9—  Louisville,  Ky.—  Examiner  Witters: 

989—  Kentucky  Wholesale  Co.,  Inc.,  vs.  Director  General 
11986—  Standard  Oil  Co.   (Kentucky)  vs.  111.  Cent,  et  al 

February  9—  Argument  at  Washington,  D.  C.: 

22}1T,Birming0ha,m  T™ffic  Bureau  vs.  St.  Louis-San  Francisco  et  al 
929—  Procter  &  Gamble  Distributing  Co.  et  al.  vs.  Alabama  Central 

General  and  State" 

ary  9—  Indianapolis,  Ind.—  Examiner  Howell: 

ntlX.1  ham  B'  DeeClay  Mfe.  Co.  vs.  P.  C.  C.  &  St.  L.  et  al. 
12050—  Chicago  Sewer  Pipe  Co.  vs.  P.  C.  C.  &  St  L.  et  al. 

FeF>rnUaan7.1rtr^it»tl?nR^.T>  Ark.—  Corporation  Commission  of  Arkansas: 
«««  T?  R  fn  1079T-I«  Hle  "I*-"!1",  of  the  oPP'ication  of  the  Arkan- 
sas R.  R.  for  a  certificate  of  public  convenience  and  necessity 

Fe,b.™?ry  10~  Chicago.  111.—  Examiner  Jewell: 

11984  —  Benton  Coal  Mining  Co.  vs.  C.  B.  &  Q.  et  al 
Fe-£on?ry    1°—  Atlanta,    Ga.—  Examiner  Keene: 

Georgia         matter  of  intrastate  express  rates  within  the  state  of 

Fe^ooa^J°TIi?uiOTille'  Ky.—  Examiner  Witters: 
11999—  West  Kentucky  Coal  Bureau  vs.  L.  &  N.  et  al. 

La-—  Examiner  Bardwell: 


.  i"n*'    «'    St 

,    1°—  Argument  at  Washir-ton.   D.  C.: 
4844—  In  the  matter  of  bills  of  lading  (export). 
ebruary   11—  Chicago,   111.—  Examine?  Jewell  • 
12042—  Anderson  &  Gustafson,  Inc.,  et  al.  vs.  M.  K.  &  T.  et  al. 
February  11—  St.  Louis,  Mo.—  Examiner  Hosmer: 

oflocals    ^"^       "Sh  rateS  0"  °°al  and  coke  based  on  comh!—«ion 

Fe^1\Jary  11~  Argument  at  Washington,  D.  C  • 
4844—  In  the  matter  of  b41Is  of  lading  (domestic) 

FeibiQja^yr.i1-VIndian^polis-  Ind.—  Examiner  Howell: 

MO;!T~£  !pllant  Johnson  Coal  Co.  et  al.  vs.  C.  &  E.  I.  et  al 
11925—  Oliphant  Johnson  Coal  Co.  et  al.  vs.  P.  C    C    &  St    L   et  al 
~8'  S-  D'  -Examiner  Flynn: 

°f  S°"th  Daliota 


Fe1b,n««ry.T12~Boston'   Mass.—  Examiner  Early: 


hurban  et  al. 


Mo.— Examiner  Hosmer: 

and  Coke  Co.  vs.  Mo.  Pac.  et  al. 
Ry.    Co.    vs.    East    St.    Louis   &    Su- 
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February  12 — Little  Rock.  Ark. — Examiner  Bardwell: 

12061— Charles  T.  Abeles  &  Co.  et  al.  vs.  Ark.  Cent,  et  al. 
February  14 — St.  Louis,  Mo. — Examiner  Hosmer: 
'  I.  and  S.  1285 — Elimination  of  concurrences  of  certain  terminal  lines 

at  St.  Louis. 
February  14 — Peoria.  111. — Examiner  Howell: 

8347— Peoria  Board  of  Trade  vs.  A.  T.   &  S.   F.  et  al. 
February  14 — Chicago,  111. — Examiner  Jewell: 

12038 — Morris  &  Co.  vs.  Director  General. 
February  14 — Jackson,  Miss. — Examiner  Witters: 
12029— MacGowan  Coffee  Co.  vs.  111.  Cent,  et  al. 
February  14 — Omaha,  Neb. — Examiner  Flynn: 

12048— Omaha  Live  Stock  Exchange  vs.  C.  M.  &  St.  P.  et  al. 
February  14 — New  Bedford,  Mass. — Examiner  Early: 

12034 — New    Bedford    Board    of    Commerce,    for    and    on    behalf    of 

Holmes  Mfg.  Co.  et  al.,  vs.  Director  General. 
February  14 — Houston,  Tex. — Examiner  Mullen: 

I.   and  S.  1280 — Rail  and  water  rates  from  Atlantic  seaboard  terri- 
tory to  Texas  points. 

February  15— Raleigh,  N.  C.— Examiner  Pitt: 

Portions  of  fourth  section  applications  Nos.  458,  N.  C.  &  St.  L.  Ry. ; 
1478,  1479,  C.  C.  &  O.  Ry.;  703,  A.  C.  L.  R.  R.;  3965,  C.  N.  O.   & 
T.  P.  Ry. ;  1952.  L.  &  N.  R.  R.;  1548,  Sou.  Ry. ;  1561,  N.  &  W.  Ry.; 
1573,  S.  A.  L.  Ry.;  1747,  C.  &  O.  Ry. 
February  15 — Chicago,  111. — Examiner  Jewell: 
11962 — Western  Petroleum  Refiners'  Assn.   vs.  Aberdeen  &  Rockflsh 

et  al. 
February   15 — Lucedale,   Miss. — R.   R.   Commission   of  Mississippi   and 

Public  Service  Commission  of  Alabama: 

Finance  Docket  59— In  the  matter  of  the  application  of  the  Alabama 
&    Mississippi   R.    R.    companies   for   a   certificate   of   public   con- 
venience and  necessity. 
February  15 — Omaha,  Neb. — Examiner  Flynn: 

11866— -Omaha   Chamber  of  Commerce,   Traffic  Bureau,    vs.    C.    &   N. 

W.  et  al. 
February  15— Natchez,  Miss. — Examiner  Witters: 

12009 — Natchez  Chamber  of  Commerce  vs.  Natchez  &  Southern  et  al. 


LOAN   TO   SOUTHERN 

The  Commission  has  approved  a  loan  of  $3,825,000  to  the 
Southern  Railway  to  aid  that  carrier  in  providing  itself  with 
new  equipment.  The  applicant  itself  is  required  to  finance 
$8,925,000  to  meet  the  loan  of  the  government. 


MO.   PAC.  CERTIFICATES 

The  Missouri  Pacific  has  applied  to  the  Commission  for 
authority  to  execute  and  deliver  an  agreement  constituting  the 
Missouri  Pacific  equipment  trust  and  a  lease  of  the  equipment 
covered  thereby  and  to  obligate  itself  to  pay  $1,836,000  of  6& 
per  cent  equipment  trust  certificates.  The  proceeds  of  the 
certificates,  which  the  applicant  plans  to  sell  to  Kuhn  Loeb  & 


Co.,  of  New  York,  at  96  per  cent  of  par  plus  accrued  dividends, 
will  be  applied  on  the  purchase  price  of  50  new  locomotives  and 
tenders  at  an  estimated  cost  of  $3,076,875. 


EXTENSION  OF  UINTAH   RAILWAY 

The  Uintah  Railway  Company  has  applied  to  the  Commission 
for  authority  to  extend  its  railroad  in  Uintah  county,  Utah,  to 
reach  a  large  live  stock  range  and  mineral  deposits  not  now 
reached  by  a  railroad.  The  company  proposes  to  build  three 
short  extensions  totaling  approximately  25  miles. 


LOAN   FOR  A.  T.  &  N. 

The  Alabama,  Tennessee  &  Northern  has  filed  an  application 
with  the  Commission  asking  for  a  loan  of  $90,000  to  meet  "press- 
ing maturities"  and  a  loan  of  $200,000  to  pay  40  per  cent  of  the 
cost  of  200  freight  cars  and  2  locomotives. 


GREENE   COUNTY   R.   R.   LOAN 

An  application  for  a  loan  of  $60,000  to  meet  outstanding 
obligations  has  been  filed  with  the  Commission  by  the  Greene 
County  Railroad  Company  of  Georgia. 


B.  &  O.   LOAN   SECURITY 

The  Baltimore  &  Ohio  has  applied  to  the  Commission  for 
authority  to  pledge  from  time  to  time,  $9,935,000  of  securities 
now  held  in  its  treasury,  for  short  time  loans  needed  for  cor- 
porate purposes  to  meet  temporary  requirements. 


PACIFIC    CAR    DEMURRAGE 

The  report  of  the  Pacific  Car  Demurrage  Bureau  for  No- 
vember, 1920,  shows  12,665  cars  held  overtime — a  percentage 
of  06.95 — as  against  12,935  cars,  or  a  percentage  of  06.69,  for 
November,  1919. 


CIVIL  SERVICE   EXAMINATION 

The  United  States  Civil  Service  Commission  announces  com- 
petitive examinations  for  the  positions  of  chief  statistician,  $4,300 
a  year;  schedule  expert,  class  A,  $4,200  a  year;  and  schedule 
expert,  class  B,  $3,600  a  year,  for  the  United  States  Railroad 
Labor  Board.  Vacancies  under  the  Labor  Board,  at  Chicago,  at 
the  salaries  indicated,  and  in  positions  requiring  similar  qualifi- 
cations, at  these  or  higher  or  lower  salaries,  may  be  filled  from 
these  examinations. 


Re  INTERSTATE  COMMERCE  COMMISSION  TRANSCRIPTS 


Transcripts  of  the  proceedings  of  the  Commission  should 
be  ordered  by  those  appearing,  through  the  official  report- 
ers at  the  hearings  and  by  non-appearances,  by  forwarding 
the  order  without  delay  to  The  State  Law  Reporting  Com- 
pany, Official  Reporters  to  the  Commission,  Woolworth 
Building,  New  York  City. 


Transcription  of  stenographer's  notes  is  started  promptly 
after  conclusion  of  hearings;  orders  should  be  placed  before 
transcription  begins. 

The  charge  for  transcripts  of  records  is  12  %c  per  page, 
as  fixed  by  the  Commission,  for  each  copy  furnished,  for 
ordinary  delivery. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING      BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate    and    Foreign    Commerce 

SpeeiaUtt  &  CounsoUnr 

Rat*  Analysis— €liinu  934  SPITZER  BLDG. 

Transportation  _.-,  CPin     m_,,n 

Truckam  Arraneeuients— Derourraw     TOLEDO,   OHIO 

General  Matters  Relating  to  State. 

Interstate  and  Foreign  Commerce 


ARTHUR  B.  HAYES 

ATTORNEY  AT  LAW 

Colorado   Building,   Washington,   D.   C. 

Former   Member  of  the   Department  of  JultlM  u 

Solicitor  of   Internal   Revenue 

Interstate    Commerce   Litigation   a 
Specialty 

GKOKOE  H.  BROWN      QEOEGK  L.  BOYLE 

BROWN  &  BOYLE 
Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  Adjustment* 

and  Practice  before  the  Interstate 

Commerce  Commission. 

Southern  Building,  Washington,  D.  C 

Telephone  Main  270S 


CHARLES  H.  LAMPEN 

Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


Hickox  Bldg., 


CLEVELAND,  O. 


CHAS.  E.  COTTERILL 

COMMERCE  COUNSEL 

Suite     1120    Hurt    Building 

ATLANTA,  GA. 

Wilbur  LaRoe,  Jr. 

Commerce  Counsel 
Southern   Building         Washington,   D.C. 


KARL  KNOX  GARTNER 

(For  a  number  of  years  Attorney  and  Examiner.  Intel-flat* 
Commerce  Commission,  and  prior  thereto  engaged  In  the 
practice  of  law  at  Louisville,  Ky. ) 

Special  attention  to  matters  before  the  Interstate 
Commerce  Commission,  Income  Tax  Unit.  Federal 
Trade  Commission,  United  States  Shipping:  Board, 
Federal  Courts. 

701-706  WOODWARD  BLDG.,  WASHINGTON 


CARMALT,  HAGERTY  &  WHEELER 

LAWYERS 

715-718    Munsey    Building, 
Washington,   D.  C. 

Special  attention  to  railroad,  shipping:,  com- 
merce, trade,  and  tax  matters  In  the  Federal 
courts  and  before  all  Government  Depart- 
ments. 
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WASHINGTON 
COLORADO    BUILDING 
Telephone,  Main  3840 
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418-430  S.  MARKET  STREET 
Telephone,  Harrison  8808 


MID- WEST  Box  COMPANY 


Look  for 

the  MI 

Trade  Mark 


Use 

Triple  Tape 
Corners 


Corrugated 
Fibre-Board 
Products 

Solid  Fibre 

Containers 

MID-WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 


GENERAL  OFFICES: 
1337  Conway  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Kokomo,  Ind. 

We  operate  our  own  boxboard  and  strawboard  mills 
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"The  Black  Diamond  Express" 

There  is  no  commodity  whose  swift  transport  is  more  vital 
to  the  railroads  and  the  public  than  coal. 

The  General  American  Car  Company  has  always  been  a 
pace-maker  in  improving  and  standardizing  those  devices  for 
quick  loading  and  unloading  which  result  in  economies  of  time 
and  labor  for  railroads  and  shippers. 

Here  is  a  44-foot,  70-ton  capacity  side  dump  hopper  car, 
especially  heavy  construction  throughout,  one  of  the  largest 
types  built  in  this  country. 

The  Company  builds  and  repairs  every  type  of  car,  all  rail- 
road equipment  complying  with  American  Railway  Associa- 
tion specifications. 

The  Company's  trained  engineers  will  be  glad  to  furnish 
information  on  any  construction  questions  in  which  you  are 
interested,  upon  request. 

GENEI 


Subsidiary  of  the  General  American  Tank  Car  Corporation 

General  Offices:  Harris  Trust  Building,  Chicago,  U.  S.  A. 

Pl.nt.  at:  Eait  Chicago.  UcL;  Sand  Spring*.  Okla.;  Warren.  Ohio 

S.U.  Office..  17  Battery  Place.  N.Y.;  24  California  St..  San  Franci.co 

Cable  Addreui  "Gentankar,  Chicago" 
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4-ONE  BOXES 

An  Aid  to  Better  Packing 

The  need  for  better  methods  of  preparing  merchandise  shipments  for 
transportation  is  a  great  economic  question  whose  importance  is  more 
and  more  appreciated. 

Officials  of  railway  and  express  companies,  together  with  many  shippers, 
are  co-operating  in  this  movement  to 

Reduce  Pilferage,  Wastage,  and  Loss 
and  Damage  Claims 


4-One  boxes,  as  an  aid  to  better  packing,  repre- 
sent an  important  element  in  such  work. 

Each  4-ONE  box  is  bound  with  steel  binding 
wires  stapled  to  the  sides,  top  and  bottom. 
When  properly  closed  the  ends  of  each  binding 
wire  are  securely  twisted  together  and  the 
combined  holding  power  of  every  wire  is 
obtained. 


Shipping  departments  find  it  desirable  to  use 
either  of  the  closing  tools  shown  below.  A 
single  operation  makes  the  twist  and  automati- 
cally removes  the  rough  ends  of  the  binding  wire. 

Knock  the  twist  down  against  the  side  of  the 
box  as  illustrated  above. 

Send  for  the  latest  issue  of  4-ONE  TALKS,  our 
quarterly  bulletin  on  Better  Packing. 


Use  Either  of  These  Closing  Tools 


Patent  Applied  For  Patent  Applied  For 

Bauwens  Toggle  Twister  Bruce  Twister 

Either  tool  makes  uniformly  good  twists  with  smooth  ends.     No  other  tool  does  the  work  so  well. 


4-Onc  Box  Makers  Association 

Dept.  A,  Conway  Bldg.,  Chicago 
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2000  Miles  in  Five  Minutes 


SEND  a  case  of  your  product  on 
this  trip.     Give  it  the  jars,  bumps,  and 
knocks  it  encounters  from  draymen,  freight 
handlers,  rough  riding  freight  cars,  the  shock 
of  quick  stopping  of  heavy  equipment,  etc. 

In  Jive  minutes  a  haul  of  2,000 

miles  is  actually  simulated  by  means  of  a 
large,  hollow,  revolving  drum  on  the  inside 
of  which  are  scientifically  constructed 
hazards  to  give  the  case  the  severest  tests  it 
would  get  in  actual  transit. 


This  is  a  new  way  to  test  your 
shipping  case — a  way  to  eliminate  many 
transportation  losses  and  damage  claims. 

It  is  but  one  of  the  methods  used 
in  an  investigation  of  the  materials  and  con- 
struction of  shipping  cases  which  is  now 
being  conducted  by  the  Container  Club. 

The  tests  are  made  at  the  Mellon 
Institute  of  Industrial  Research  at  the  Uni- 
versity of  Pittsburgh,  where  an  Industrial 
Fellowship  is  maintained,  with  full  labora- 
tory and  testing  apparatus. 


A  Free  Service 

Your  shipping  problems  can  be  solved.  We 
shall  be  glad  to  tell  you  what  is  to  be  done  in  send- 
ing sample  cases  of  your  goods  to  the  testing  labora- 
tory. Write  and  avail  yourself  of  this  free  service. 


THE  CONTAINER  CLUB 


An  Association  of  Corrugated  and  Solid  Fibre 

BOX  MANUFACTURERS 


608  South  Dearborn  Street 


Chicago,  111. 
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RAILROAD    WAGE    REDUCTIONS 

The  battle  is  on  between  the  railroads  and  their  or- 
ganized employes  before  the  U.  S.  Labor  Board  on  the 
matter  of  the  proposed  reduction  in  wages- — or  what 
would  amount  to  a  reduction  in  pay  through  the  abro- 
gation of  the  so-called  national  agreements  providing 
rules  for  and  the  working  conditions  of  railroad  labor. 
The  railroads,  notwithstanding  the  high  rates  provided 
by  the  Interstate  Commerce  Commission  under  the  new 
transportation  act,  have  realized  that  they  are  unable, 
on  account  of  the  heavy  falling  off  in  business,  to  earn 
anything  like  the  six  per  cent  on  their  valuation  that 
was  contemplated  by  Congress  and  the  Commission. 
Possibly  the  present  rates  would  not  have  meant  a  six 
per  cent  net  revenue  even  if  traffic  had  continued  in  the 
volume  that  prevailed  at  the  time  the  rates  were  made. 
They  are  confronted,  then,  with  the  question  of  how 
ti  i  make  their  earnings  adequate.  Manifestly,  if  they 
are  to  have  greater  earnings,  they  must  be  obtained  in 
one  of  three  ways — higher  rates,  larger  volume  of  busi- 
ness, or  saving  in  costs. 

Higher  rates  are  out  of  the  question.  The  shipping 
public  would  not  stand  for  such  a  policy.  Even  now 
there  is  definite  talk  by  agricultural  and  live  stock  in- 
terests of  a  movement  to  repeal  the  rate  section  of  the 
transportation  act  on  the  ground  that  the  result  is  too 
high  a  level  of  rates.  Other  lines  of  business  are  in- 
dulging in  the  same  kind  of  talk.  There  is  consider- 
able in  what  they  say.  Certain  it  is,  at  any  rate,  that 
it  would  not  be  wise  to  ask  for  another  general  advance 
in  freight  rates.  It  is  almost  as  certain  that  another 
general  advance  would  defeat  its  own  purpose,  or  have 
a  strong  tendency  to  do  so,  for  with  rates  much  higher, 
more  business  and  other  kinds  of  business  would  be 
affected  to  the  curtailment  of  the  tonnage  moving  by 
rail. 

The  next  alternative  is  to  obtain  a  larger  tonnage. 


We  do  not  mean  to  say  that  the  railroads  could  do 
nothing  along  this  line.  We  believe  they  could  do 
much,  and  that  there  are  many  lessons  in  merchandis- 
ing that  they  could  learn.  But  education  takes  time. 
The  carriers  are  not  now  merchandisers  and  their  need 
is  immediate.  Even  if  they  were  amenable  to  instruc- 
tion along  this  line  results  could  not  show  until  it  was 
too  late  and  it  might  be  years  before  they  would  be 
material.  So  there  is  no  hope  to  be  found  in  that 
quarter. 

The  third  possibility  is  a  reduction  of  expense, 
which  includes  all  sorts  of  economy  and  efficiency  in 
operation.  It  is  to  be  presumed  that  the  railroads  are 
studying  and  endeavoring  to  practice  every  conceivable 
kind  of  economy.  If  they  are  not,  they  should  be.  The 
largest  item  in  their  cost  account  is  labor.  This,  they 
think,  can  be  and  should  be  reduced.  It  is  with  that 
proposed  reduction  that  we  are  now  specifically  dealing. 

We  believe  it  is  easily  capable  of  proof  whether 
railroad  labor  is  getting  more  m^iey  than  other  similar 
kinds  of  labor  or  whether  it  is  getting  more  than  it 
should  have,  considering  the  ability  and  training  re- 
quired and  the  cost  of  living.  If  it  is  getting  that  excess 
it  should  be  compelled  to  take  a  cut.  We  do  not  be- 
lieve wages  should  be  cut  below  a  fair  level  merely  in 
order  that  the  railroads  should  be  able  to  make  a  larger 
profit — or  any  profit — but  we  .do  think  it  vicious  that 
the  shipping  p'ublic— burdened  by  high  rates — should 
have  to  pay  one  penny  more  than  is  absolutely  justified 
by  legitimate  cost  of  operation  and  necessity  for  profit. 

We  have  been  talking  about  cutting  wages,  though, 
as  a  matter  of  fact,  to  be  accurate,  there  is  no  cut  in 
the  scale  proposed  except  as  to  unskilled  labor.  That 
is  no  small  exception,  however,  it  would  seem.  What 
is  actually  proposed,  with  this  exception,  is  the  abroga- 
tion of  the  national  agreements  signed  by  the  brother- 
hoods and  the  Railroad  Administration  in  time  of  war, 
for  which  there  is  no  possible  justification  now.  These 
departures  from  normal  rules  and  working  conditions 
are  said  to  cost  the  railroads  $300,000,000  a  year — an 
amount  not  to  be  despised  when  the  need  for  money  is 
so  great.  They  should  be  repealed,  unless  the  men  can 
show  some  reason  for  their  detention  other  than  that 
their  pocketbooks  are  fatter  because  of  them.  Instance 
after  instance  of  the  ridiculous  payments  made  to  labor 
under  these  rules  has  been  recited.  We  see  no  need  for 
temporizing.  The  national  agreements  cost  the  rail- 
roads much  money.  Either  they  are  proper  or  they  are 
not  proper.  If  they  are  proper  the  money  may  be  said 
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OCLF,  MOBILE  t  NOBTHEHS 

RAILROAD 
AMD    CONNECTIONS 


NEW  ORLEANS,  LA. 

The  Port  of  New  Orleans  is  served  by 
the  Gulf,  Mobile  &  Northern  Railroad 
as  an  intermediate  carrier  via  direct 
routes.  While  the  Illinois  Central  Rail- 
road, Louisville  &  Nashville  Railroad 
and  Southern  Railway  System  have 
their  own  lines  from  all  of  the  impor- 
tant gateways  to  New  Orleans,  they 
will  be  glad  to  respect  shipper's  routing 
when  routed  via  "Jackson,  Tennessee, 
and  Gulf,  Mobile  &  Northern  Rail- 
road." 

Other  lines  north  of  the  Ohio  River  are 
co-operating  with  the  Gulf,  Mobile  & 
Northern  Railroad  on  traffic  to  and  via 
New  Orleans. 

If  you  are  using  the  Port  of  New 
Orleans  and  desire  excellent  service, 
such  service  can  be  secured  by  routing 
your  shipments  "via  the  Gulf,  Mobile  & 
Northern  Railroad." 

"The  Road  of  Service" 


San  Diego  &  Arizona  Railway 

THE    SAN   DIEGO    SHORT    LINE 
Offers  a  New  Direct  Route  Between  San  Diego  and  Eastern  Cities 

This  new  line  in  connection  with  Southern  Pacific  and  its    Eastern  connections  forms  the 
shortest  transcontinental  line  to  any  California  port.     GIVE  IT  A  TRIAL. 

From  CHICAGO :  Through  package  cars  in  connection  with  Rock  Island,  El  Paso  &  Southwestern,  Southern 

Pacific,  care  S.  D.  &  A.,  El  Centra. 

From  NEW  ORLEANS,  KANSAS  CITY,  ST.  LOUIS:  Excellent  service,  without  delay,  to  San  Diego. 
From  NEW  YORK:  Sou.  Pac.  S.  S.  Line  (Morgan  Line),  care  S.  D.  &  A.,  El  Centra. 
From  other  points:  Direct  line  to  Southern  Pacific,  care  S.  D.  &  A.,  El  Centra. 

For  information  as  to  rates,  routes,  service,  etc.,  ask  any  railway  agent,  or  address: 

-A^    SAN  DIEGO  &  ARIZONA  RAILWAY,  San  Diego,  Calif. 
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to  be  well  spent.     If  they  are  not  proper  the  money  is 
thrown  away,  and  it  should  be  saved. 

The  railroads,  it  seems  to  us,  are  clear  and  con- 
vincing in  their  presentation  of  their  needs  and  the  folly 
of  the  agreements  to  which  they  object.  The  men  have 
little  to  say  in  reply  except  to  rail  at  the  carriers  and 
question  their  motives.  One  might  admit — with  a  pos- 
sible exception — the  truth  of  everything  they  say  in 
their  statements  and  their  messages  to  President  Wil- 
son, and  still  the  merits  of  the  situation  would  not  be 
changed.  The  one  exception  is  the  statement  that  the 
roads  have  deliberately  prevented  employes  from  show- 
ing records  of  efficiency  under  the  national  agreements. 
If  this  were  true  it  would  be  important  and  have  a  bear- 
ing on  the  case.  We  do  not  believe  it  is  true.  Mr. 
Cuylcr  denies  it  and  meets  it  with  the  statement  that, 
since  the  resumption  of  private  operation,  the  railroads 
have  increased  the  average  freight  car  movement  from 
22.3  to  28.6  miles  a  day  and  the  average  load  from  28.3 
to  30  tons,  and  have  reduced  the  accumulation  of  loaded 
and  unmoved  cars  from  103,237  the  first  of  last  March 
to  practically  nothing  the  first  of  last  December.  That 
does  not  look  as  if  inefficiency  and1  lack  of  economy  had 
been  deliberately  encouraged. 

We  note  that  the  brotherhoods  charge  that  the  rep- 
ivsentatives  of  the  carriers  have  disregarded  the  prop?- 
agencies  to  which  to  make  their  appeal.  We  do  not 
know  what  they  mean.  The  railroads,  to  be  sure,  could 
have  gone  to  Congress  for  orders  to  the  Labor  Board 
or  for  direct  action.  But  that  would  have  taken  too 
long.  We  have  heard  it  said  that  the  men  think  the 
railroads  should  have  gone  to  the  Interstate  Commerce 
Commission.  But  the  Commission  has  no  jurisdiction. 
There  is  a  mistaken  notion  about  its  functions. 

When  the  proposed  legislation  that  resulted  in  a 
labor  botird  was  under  consideration,  it  was  proposed 
that  the  Commission,  which  was  to  be  charged  with 
the  responsibility  for  making  adequate  rates,  should 
also  have  authority  over  the  wages  of  labor,  as  a  factor 
in  the  operating  expenses  of  the  carriers.  This  was  ob- 
jected to  on  the  ground  that  the  Commission  might  be 
influenced  against  fair  wages  by  the  need  of  revenue 
for  the  carriers,  or  against  adequate  revenue  by  the 
needs  of  the  men.  It  was  finally  decided  to  constitute 
a  separate  wage  board.  It  has  full  jurisdiction  and  has 
already  acted  in  advancing  wages.  It  is  perfectly  proper 
— indeed,  necessary — that  it  consider  proposals  for  re- 
ducing them. 

The  Commission  can  only  consider,  in  fixing  rates, 
the  cost  of  wages  as  fixed  by  the  Labor  Board.  Whether, 
in  considering  what  is  "honest,  efficient,  and  economical 
management,  and  reasonable  expenditure  for  mainte- 
nance of  way,  structures,  and  equipment,"  as  the  law 
charges  it  to  do  in  determining  the  adequacy  of  rates, 
the  Commission  must  consider  an  award  of  the  Labor 
Board  as  valid  excuse  for  delinquency  in  economical 
management  or  reasonable  expenditure,  is  a  question. 
Probably  it  should  do  so,  for  the  carriers  ought  not  to 
be  held  responsible  in  any  way  for  what  they  cannot 
help.  But  the  expenditures  might  be  compulsory  and 
still  be  unreasonable.  The  Commission  has  nothing  to 
do  with  them.  One  often  hears  loose  language  to  the 


effect  that  the  Commission,  for  instance,  has  the  power 
under  the  transportation  act  to  regulate  or  limit  ex- 
penditures of  the  carriers.  It  has  not.  It  may  merely 
take  into  consideration  poor  management  or  lack  of  effi- 
ciency when  it  fixes  rates.  It  cannot  cure  the  ill  or  stop 
the  leak.  It  can  say :  "You  cannot  have  higher  rates 
because  you  waste  what  is  given  to  you.  Change  your 
methods  and  we  will  reward  you  with  higher  rates." 
But  it  cannot  give  orders  that  the  waste  be  stopped  or 
the  methods  changed.  The  roads  have  gone  to  the 
proper  court.  We  hope  they  will  obtain  wise  judgment 
and  obtain  it  promptly. 

The  appeals  to  the  President  of  the  United  States 
by  wire,  published  widely  in  the  daily  press,  are  merely 
propaganda  on  both  sides — cheap  publicity  on  the  part 
of  the  brotherhoods  and  more  or  less  excusable  on  the 
part  of  the  railroads — excusable  on  their  part  because 
it  is  natural  for  them  to  reply  to  the  charges  of  their 
employes.  But  even  if,  in  ordinary  times,  the  President 
might  bestir  himself  in  this  cause  of  action,  we  cannot 
conceive  of  his  doing  so  under  present  conditions.  He 
is  a  sick  man  with  a  lot  on  his  mind.  Besides,  he  has 
only  a  month  more  to  serve.  Why  should  he  worry, 
especially  when  the  matter  is  before  the  board  legally 
created  to  settle  just  such  matters? 

.  <*"•<- The  situation  with  respect  to  transportation  is  ex- 
ceedingly critical.  We  hope  to  see  the  U.  S.  Labor 
Board  act  with  wisdom  in  doing  its  part  to  cure  the 
trouble  and  make  things  safe. 


It  is  rumored  that  Mexico  will  call  our  own  W.  G. 
McAdoo,  one  time  Treasurer  of  the  United  States, 
Director-General  of  Railroads,  and  otherwise  ruler  of 
the  "queen's  navee,"  to  rehabilitate  the  railroads  in  that 
country.  And  yet  some  persons  have  thought  Mexico 
unfriendly  to  the  United  States !  "Rehabilitate"  means 
to  "restore,"  it  is  true,  and  it  is  true  also  that  Mr.  Mc- 
Adoo has  never  done  anything  along  that  line,  his  work 
being  exactly  the  opposite — the  opposite  of  "restore"  be- 
ing "tear  down."  But  he  has  done  so  many  other  things 
to  which  he  was  not  trained  and  in  which  he  had  no  ex- 
perience or  knowledge  that  the  Mexicans  need  have 
little  fear  if  he  undertakes  this  job.  We  predict  for  him 
a  career  one  hundred  per  cent  perfect — Mex. 


PLAN  TO  CHANGE  RATE  SECTION 

The  Traffic  World  Washington  Bureau 

A  belief  amounting  almost  to  a  conviction  is  obtaining 
among  those  who  have  had  to  do  with  railroad  management 
and  railroad  rates  since  the  relinquishment  of  the  railroads  to 
their  owners,  that  one  of  the  big  things  that  will  come  up  in 
the  special  session  of  Congress  that  President  Harding  is  ex- 
pected to  call,  will  be  a  drive  to  change  the  rate-making  section 
of  the  interstate  commerce  law.  Southern  and  western  members 
of  the  House  and  Senate  have  been  receiving  communications 
from  constitutents  declaring  that  the  rates  made  by  the  Com- 
mission since  the  return  of  the  railroads  to  their  owners  have 
made  it  impossible  for  them  to  pay  freight  charges  and  have 
anything  left  for  the  work  they  put  into  the  farm  products 
shipped  to  market. 

It  is  believed  that,  acting  on  suggestions  from  state  com- 
missioners and  representatives  of  farm  and  live  stock  organiza- 
tions, western  members  will  introduce  bills  in  the  special  ses- 
sion, repealing  the  section  that  directs  the  Commission  to  estab- 
lish rates  that  will  yield  a  specified  return  on  the  value  of  the 
property  devoted  to  transportation  service.  Samuel  H.  Cowan, 
who  has  been  identified  with  live  stock  legislation  and  live  stock 
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rate  complaints  for  many  years,  is  so  strong  In  his  belief  that 
he  says  the  rate-making  section  will  be  repealed. 

"We  are  going  to  repeal  the  iniquitous  and  impossible  rate 
making  rule  in  Section  ISA  of  the  amended  act  to  regulate 
commerce,"  said  he,  "because  it  hog-ties  the  hands  of  the  Com- 
mission and  leaves  it  impossible  for  it  to  administer  for  want 
of  traffic  which,  unhappily,  the  Commission  cannot  control.  Since 
the  Commission  construes  the  law  to  require  of  it  that  rates 
shall  be  so  adjusted  that  six  per  cent  of  the  aggregate  value, 
which  the  Commission  takes  as  the  basis  of  calculation,  fixes 
the  standard  required  by  law,  it  is  powerless  to  act  on  a  com- 
plaint of  a  shipper  or  a  state  to  reduce  rates  if  the  reduction 
will  interfere  with  the  guaranteed  return.  Hence,  as  the  state 
traffic  was  included  in  the  aggregate,  the  states  cannot  reduce 
the  percentage  of  the  advance  without  unlawful  discrimination. 
It  seems  that  only  the  railroads  can  do  that  on  their  application. 

"It  is  difficult  to  see  how  the  railroads  can  obtain  a  reduc- 
tion in  the  rates  unless  they  see  that  by  such  reduction  the  in- 
come will  be  increased  rather  than  reduced.  That  puts  the  ship- 
pers up  a  tree.  Of  course,  Congress  will  repeal  this  section 
when  it  understands  it.  This  action  will  be  taken  at  the  next 
session  of  Congress  and  will  be  backed  by  all  the  agricultural 
and  live  stock  interests  throughout  the  country.  Lemons  are 
packed  in  boxes  lying  out  under  the  trees  in  California  marked, 
'Help  yourself,'  for  they  are  too  cheap  to  sell.  Cabbage  in  Texas 
reminds  travelers  of  a  badly  conducted  funeral.  A  sheep  cannot 
be  shipped  to  market  and  pay  the  freight  out  of  the  proceeds  if 
the  sheep  is  old;  the  best  the  sheep-raiser  can  do  is  to  kill  the 
old  sheep  and  risk  getting  something  out  of  the  pelt.  You  can't 
ship  cattle  to  where  the  feed  is  and  you  can't  ship  feed  to  the 
cattle  except  under  the  most  favorable  circumstances.  The  peo- 
ple who  are  facing  bankruptcy  think  it  is  time  to  talk  turkey." 


VALUATION  LEGISLATION 

The  Traffic  World   Washington  Bureau 

W.  G.  Brantley,  special  counsel  for  the  railroads  in  valua- 
tion matters,  concluded  his  testimony  before  the  House  conKi,^' 
tee  on  interstate  and  foreign  commerce,  January  28,  on  the  pro- 
posed amendment  of  the  valuation  section  of  the  act  to  regulate 
commerce  involving  the  value  of  carriers'  lands. 

Directing  attention  to  an  amendment  recommended  by  Glenn 
E.  Plumb,  Mr.  Brantley  said  he  had  been  listening  to  "these 
peculiar  views  of  Mr.  Plumb"  for  the  last  four  or  five  years. 
The  addition  suggested  by  Mr.  Plumb  was  that  the  report  of 
the  Commission  "shall  also  state  the  nature  and  extent  of  the 
interest  in  such  lands  acquired  by  the  carrier  under  the  terms 
of  the  grant  by  which  Such  lands  were  dedicated  to  the  public 
use,  and  the  limitations,  if  any,  upon  the  interest  in  such  lands 
so  acquired." 

In  support  of  the  addition  to  the  amendment,  Mr.  Plumb  said 
that  in  valuation  proceedings  the  carriers  were  claiming  cer- 
tain property  rights  which  must  be  valued,  and  that  they  were 
claiming  certain  interest  in  the  lands  to  which  they  hold  title, 
but  which  are  held  subject  to  a  public  use. 

"We  submit,"  said  he,  "that  the  extent  of  the  interest 
which  they  possess  in  these  lands  determines  the  rule  of  valua- 
tion and  must  be  applied.  In  every  case  that  I  have  been  able 
to  find  where  the  nature  of  the  interest  held  was  called  in  ques- 
tion, it  was  the  nature  of  the  interest  that  determined  the  meas- 
ure of  the  damages." 

Mr.  Brantley  said  if  Mr.  Plumb's  suggestion  were  adopted  he 
could  then  contend  before  the  Commission  and  the  courts  that 
the  railroad  has  no  interest  in  its  lands  except  the  mere  right 
of  use;  that  railroad  lands  are  dedicated  to  the  public  use,  just 
as  public  highways  are  dedicated  to  that  use;  that  they  really 
belong  to  the  public,  and  that  to  whatever  extent  the  railroad 
has  paid  for  that  right  of  use,  it  has  a  value  in  the  lands,  no 
more  or  no  less. 

"The  valuation  act  directs  the  ascertainment  of  the  value  of 
the  property  owned  or  used  by  each  common  carrier,"  said  he, 
"and  a  moment's  reflection  must  suggest  to  anyone  that  if  rates 
are  to  be  based  on  the  value  of  the  property,  it  must  be  the 
value  of  the'  property  employed  to  earn  the  rates,  and  that  it  is 
a  mere  'begging  the  question,  a  quibble,  to  say  that  the  interest 
of  the  carrier  using  the  property  is  less  than  the  whole  interest, 
and  therefore  that  there  should  be  no  return  on  the  entire  value 
of  the  property,  where  the  entire  property  is  being  employed  to 
earn  the  rate. 

"Let  me  at  the  outset  disabuse  your  minds  of  the  repeated 
statements  made  here,  through  misunderstanding  and  misconcep- 
tion, I  think,  that  the  carriers  are  here  contending  for  an  excess 
alue  over  the  real  value  of  their  lands.    There  is  not  anything 
of  that  sort  in  the  position  of  the  carriers.     When  Mr    Benton 
says  we  ought  to  be  satisfied  with  the  present  value  of  our  lands 
.gree  with  him.    That  is  all  we  want— the  present  value     We 
are  not  asking  for  any  more  than  that.    The  controversy  conrfB 
up  over  what  constitutes  present  value." 

Mr.   Brantley  said  what  the   Commission  had   done  in   the 

scertainment  of  what  it  calls  "present  value"  was  to  appraise 

;  values  of  the  lands  adjacent  to  that  of  the   railroad   and 


apply  the  acreage  value  to  the  total  acreage  involved  in  the 
railroad  property. 

"We  say  that  is  not  the  value  of  our  lands,"  said  he. 
yet  has  a  railroad  been  able  to  buy  a  strip  out  of  a  farm,  or  a 
strip  out  of  an  entire  lot,  at  the  acreage  value  of  the  land  taken. 
The  valuation  act  as  it  now  stands  directs  the  Commission  in 
the  determination  of  our  land  values  to  ascertain  what  those 
lands  cost  us,  to  ascertain  what  it  would  cost  us  today  to  acquire 
them  if  we  did  not  have  them,  and  then  to  determine  their  pres- 
ent value.  In  other  words,  treat  our  lands  like  all  of  our  prop- 
erty; get  its  original  cost,  its  reproduction  cost  and  the  other 
facts  connected  with  it,  and  from  a  consideration  of  all  of  them 
arrive  at  a  figure  of  value.  When  these  gentlemen  speak  about 
an  excess  value,  they  use  the  wrong  term.  The  thing  we  are  in- 
sisting upon  as  necessary  to  he  done  is  the  ascertainment  of  the 
excess  cost  above  the  acreage  value  that  would  have  to  be  paid 
to  acquire  our  lands  in  a  reproduction  of  them." 

Mr.  Brantley  said  that  under  the  proposed  amendment  Con- 
gress was  being  asked  to  revise  the  law  and  eliminate  there- 
from one  of  the  elements  of  value  universally  recognized  as 
necessary  to  be  considered — the  cost  of  reproducing  physical 
properties.  Referring  to  statements  made  by  those  favoring  the 
amendment  that  it  would  expedite  the  valuation  work,  Mr.  Brant- 
ley said  that  it  was  his  view  that  passage  of  the  bill  would  re- 
tard the  work,  "because  to  my  mind  it  is  perfectly  clear  if  Con- 
gress shall  assume  judicial  functions  and  undertake  to  prepare 
the  formula  by  which  railroads  shall  be  valued,  and  determines 
to  omit  costs  of  reproduction  and  the  valuations  are  made  under 
that  formula,  and  it  shall  so  happen  that  the  courts  will  continue 
to  adhere  to  what  they  have  been  repeatedly  deciding,  the  valua- 
tions will  all  come  back  to  be  re-made." 

Contending,  further,  that  under  the  law  as  it  stands  there 
would  be  no  delay  in  the  valuation  work,  Mr.  Brantley  said  there 
was  nothing  involved  "except  the  desire  to  exploit  certain  pecu- 
liar economic  theories  as  to  how  value  should  be  determined." 

Hearings  before  the  House  committee  on  interstate  and  for- 
eign commerce  on  the  valuation  bill  were  concluded  February  2 
T.he  committee  was  informed  that  Clifford  Thome  or  S.  H.  Cowan 
would  file  a  brief  giving  their  views  on  the  proposed  amendment. 
S.  W.  Moore,  of  counsel  for  the  carriers,  said  that  if  the  bill  be- 
came a  law,  there  would  be  the  risk  that  the  valuations  fixed 
by  the  Commission  would  later  be  held  invalid  by  the  courts. 
He  declared  that  it  had  been  conclusively  established  that  the 
cost  of  reproduction  was  one  of  the  revelant  and  material  facts 
which  the  Commission  must  consider  in  reaching  its  conclusions 
of  value,  and  that,  among  other  costs  of  reproduction,  the  law 
and  court  decisions  require  the  Commission  to  give  considera- 
tion to  the  cost  of  reproduction  or  the  cost  of  acquisition  of 
land. 


PARTIAL  PAYMENTS  TO  CARRIERS 

•    The  Traffic  World  Washington  Bureau 

After  hearing  a  brief  statement  by  Chairman  Clark,  of  the 
Commission,  Jan.  31,  regarding  the  need  for  passage  of  the 
Winslow  bill  providing  for  partial  payments  of  the  guaranty  to 
carriers,  the  Senate  committee  on  interstate  commerce  voted  to 
report  the  bill  favorably  to  the  Senate  without  amendment.  This 
placed  the  partial  payment  bill  before  both  branches  of  Con- 
gress for  action. 

Alfred  P.  Thorn,  general  counsel,  of  the  Association  of  Rail- 
way Executives,  also  made  a  brief  statement  to  the  committee. 

The  testimony  before  the  House  committee  on  interstate  and 
foreign  commerce  on  the  bill  was  before  the  Senate  committee 
in  printed  form  and,  therefore,  it  was  not  deemed  necessary  to 
go  into  the  matter  again  in  an  extended  way. 

In  a  letter  to  Chairman  Esch,  of  the  House  committee  on 
interstate  and  foreign  commerce,  T.  DeWitt  Cuyler,  chairman 
of  the  Association  of  Railway  Executives,  informed  the  commit- 
tee that  he  was  in  error  when  he  stated  at  the  hearing  on  the 
Winslow  partial  payment  bill  that  the  Southern  Railway  planned 
to  sue  the  government  for  $84,000,000  as  the  result  of  federal 
operation  of  that  road.  It  is  understood  that  the  Southern, 
while  it  may  have  at  one  time  considered  bringing  suit,  does  not 
now  intend  to  do  so,  but  that  it  believes  it  will  adjust  its  claims 
directly  with  the  Railroad  Administration. 

The  payment  of  a  loan  of  $180,000  to  the  Bangor  &  Aroo- 
stook  Railroad  Company  and  of  a  loan  of  $320,000  to  the  Maine 
Central  has  brought  the  total  payments  to  carriers  by  the  Treas- 
ury Department  under  the  transportation  act  to  $440,228,820.65, 
according  to  a  statement  issued  by  the  Treasury. 


B.   &   O.    EQUIPMENT 

The  Baltimore  &  Ohio  has  applied  to  the  Commission  for 
authority  to  assume  rental  payments  to  the  amount  of  $617,760 
under  an  equipment  trust  dated  December  1,  1917,  between  the 
Seaboard  Air  Line  and  the  Commercial  Trust  Company,  trustee. 
The  order  is  asked  in  connection  with  the  acquisition  by  the 
applicant  of  equipment  held  by  the  Seaboard  under  lease  from 
the  Commercial  Trust  Company. 
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Current  Topics 

in  Washington 


Six   Years   of   Rate   Increases. — It  Is  just  a  few  days   more 

u  six  years  ago  that  the  first  of  a  large  number  of  Increases 
in  i'rt Muht  rates  covering  the  whole  or  large  parts  of  the  United 
stairs  became  operative.  Almost  on  the  sixth  anniversary  of 
i lie  first  increase,  the  modest  one  of  the  five  per  cent  case, 
\V.  W.  Uterbury  told  the  Labor  Board,  in  effect,  that  no  further 
increases  could  be  made  and  that  the  way  to  get  back  to  a 

i-  healthy  condition  would   be  to  abrogate  the  fourteen  or 

en  national  agreements  with  as  many  labor  organizations 
so  that  reduction  in  railroad  rates  might  be  thought  of.  A  few 
hours  later,  W.  E.  Lamb  told  those  with  whom  he  was  con- 
ng  on  reconsignment  rules  and  rates  that  not  a  box  of 
California  oranges  had  been  sold  since  Thanksgiving  Day  ex- 
cept at  a  loss  of  about  fifty  cents  per  box.  Robert  S.  French 
told  the  same  conference  how  much,  at  prices  in  effect  last 
August,  it  would  have  cost  the  growers  of  cantaloupes  in  the 
Turlock  and  Rocky  Ford  districts  to  send  carloads  of  canta- 
loupes to  various  eastern  cities.  At  the  same  time,  broadly 

-king,  some  of  the  labor  leaders  asked  President  Wilson  to 
make  an  investigation  of  the  assertions  of  Mr.  Atterbury  about 
the  imminency  of  bankruptcy  for  many  of  the  railroads,  thereby 

ing  the  inference  that  they  do  not  believe  the  figures  com- 
piled by  the  Interstate  Commerce  Commission  or  any  other 

ncy,  although  they  have  no  figures  of  their  own.  At  the 
time  this  was  written  President  Wilson  had  not  done  them  the 

ice  of  telling  them  that,  apparently,  the  long  period  of  the 
vicious  circle  of  a  demand  for  higher  wages,  a  demand  for  higher 
rates,  and  then  another  demand  for  higher  wages,  had  come 
to  an  end;  that  the  goose  that  had  laid  the  golden  egg  was  dead, 
and  that,  perhaps,  the  best  thing  the  leaders  could  do  would 
be  to  advise  their  followers  to  that  effect,  even  if  the  followers 
could  not  know  the  fact  from  looking  at  the  more  than  300,000 
idle  freight  cars.  One  of  the  most  vividly  recalled  facts  in  con- 
nection with  the  six  years  of  rising  freight  rates  and  commodity 
prices  is  that  President  Wilson,  in  the  summer  and  fall  of  1914, 
intervened  in  behalf  of  an  increase  for  higher  freight  rates. 
His  intervention  was  for  the  benefit  of  the  railroads  and  the 
railroad  employes.  Shippers  in  Washington  attending  the  con- 
ference on  reconsignment  rates  and  rules  suggested  that  he 
might  well  have  intervened,  when  the  labor  leaders  came  to 
him,  in  behalf  of  the  millions  now  suffering  because,  among 
other  things,  there  are  too  many  men  "on  the  job"  on  the  rail- 
roads. Many  of  them  are  being  paid  much  higher  rates  than 
for  like  work  not  around  a  railroad,  as,  for  instance,  girls,  not 
yet  through  school,  being  paid  $97.50  a  month  for  sorting  pas- 
senger tickets  ready  for  checking  by  auditors,  and  office  boys 
at  $75  or  $80  a  month,  all  established  by  William  G.  McAdoo 
or  Walker  D.  Hines,  not  now  bothered,  except  possibly  indi- 
rectly, by  what  they  did  for  the  railroad  organizations  and  to 
i  he  railroad  companies. 


McAdoo  to  Mexico? — Washington  read  with  much  interest 
the  report  that  W.  G.  McAdoo  might  be  employed  by  President 
Obregon  to  "rehabilitate"  the  railroads  of  Mexico,  which,  ac- 
cording to  the  Obregon  promise,  may  soon  be  returned  to  their 
owners.  One  suggestion  was  that  possibly  the  Mexican  rail- 
loads  are  in  a  condition  that  any  change  in  them  would  be  an 
Improvement.  The  most  pointed  criticism  of  Mr.  McAdoo  now 
a  that  he  underestimated  the  amount  of  money  his  advances 
in  wages  would  take  from  the  treasury  of  the  United  States. 
That  criticism  is  based  on  the  assumption  that  he  calculated 
i  hat  the  revenue  resulting  from  General  Order  No.  28  would 

the  increases  in  wages.  It  did  not.  Director-General 
Hines,  for  more  than  a  year,  refused  either  to  cut  wages  or 
increase  rates,  though  the  volume  of  business  was  big  and  an 
increase  in  rates  in  the  summer  of  1919,  it  is  believed,  would 
have  put  the  railroads  and  the  Railroad  Administration  on  their 
feet  by  the  time  the  railroads  were  relinquished.  But  instead 
>f  making  an  effort  to  make  income  match  outgo,  Director- 
General  Hines  waited  for  the  return  of  what  President-elect 
Harding  calls  "normalcy,"  but  it  did  not  come.  Had  Congress 
not  provided  the  guaranty  period  of  six  months,  it  has  been 
'•d  by  men  who  ought  to  know,  practically  every  railroad 
in  the  country  would  have  been  in  the  hands  of  receivers  in 
Ma\,  largely  because  the  employes  were  getting  more  than 

hare  of  what  the  public  was  paying  for  transportation. 
Prices  had  begun  falling  before  the  increase  in  rates  ordered 
by  the  Commission  could  be  put  into  effect.  In  fact,  the  fall 
in  prices  was  well  under  way  before  the  Commission  had  fin- 
ished taking  testimony  in  Ex  Parte  No.  74.  There  never  was 
a  chance  for  the  rates  prescribed  by  Ex  Parte  74  to  make  up 
the  deficit  caused  by  the  wage  decisions  and  the  insufficient 
revenue  raised  by  General  Order  No.  28.  Under  the  reduced 
volume  of  business,  the  operating  revenue  will  never  equal  the 


cost  of  transportation  and  give  six  per  cent  because,  for  a  while 
after  the  higher  rates  went  Into  effect,  the  railroads  bad  the 
largest  volume  of  business  they  ever  bad,  yet  their  operating 
revenue  was  never  equal  to  the  cost  and  a  six  per  cent  return 
on  the  value  of  their  property  devoted  to  transportation.  One 
of  the  fears  in  the  minds  of  representatives  of  shippers — and 
railroads,  too,  for  that  matter — Is  that  the  rank  and  file  of  rail- 
road employes  will  never  know  the  fact,  simply  because  it  will 
not  be  in  the  interest  of  the  leaders  to  let  them  know  that  the 
management  of  the  railroads  by  McAdoo,  Hines  and  the  labor 
leaders  was  a  dismal  failure. 


Export  and  Import  Rates. — Industrial  traffic  managers  who 
have  recently  been  in  Washington  have  expressed  satisfaction 
with  one  thing  that  McAdoo  did.  That  was  the  abolition  of 
export  and  import  rates.  There  are  export  and  import  rates 
now,  but  not  so  much  below  domestic  rates  as  in  the  old  days, 
the  depression  in  such  rates  being  only  enough  to  equalize  the 
ports.  They  feel  a  bit  grateful  to  McAdoo  for  that  because  it 
keeps  at  the  ports  the  foreign  materials,  especially  building 
materials,  that  are  coming  in  from  foreign  countries.  Belgian 
steel  and  glass,  German  cement  and  Norwegian  lumber,  accord- 
ing to  reports  that  are  deemed  reliable,  are  being  offered  at  the 
ports  for  less  than  the  prices  of  the  domestic  articles.  Ocean 
freight  rates  have  come  down,  hence  heavy  loading  tonnage  is 
believed  to  be  likely  to  come  in  In  comparatively  large  quanti- 
ties. Owing  to  the  fact  that  the  rates  from  the  ports,  especially 
those  of  the  north  Atlantic,  are  the  same,  whether  for  domestic 
or  imported  stuff,  the  imported  building  materials  are  not  likely 
to  get  far  into  the  interior.  Exclusion  from  the  ports,  except 
at  the  cost  of  price  concessions,  it  is  figured,  will  hurt  the 
domestic  manufacturers  somewhat,  but  not  as  much  as  would 
import  rates  that  would  put  the  foreign  materials  into  the  heart 
of  the  country.  If  the  Germans  carry  out  the  reparation  pro- 
gram laid  down  for  them,  they  will  have  to  pay  an  export  tax 
of  12  per  cent.  That  will  make  their  competition  feebler  to  the 
extent  that  that  tax  puts  their  costs  nearer  the  costs  in  the 
United  States,  plus  the  freight  rates  and  plus  the  customs  tariff, 
if  any.  In  1914  every  railroad  had  low  import  rates  and  the 
foreign  goods  could  be  marketed  way  back  in  the  interior  in 
competition  with  the  domestic  articles. 


Higher  Rates  as  a  Cure  for  Sick  Business. — In  1914  President 
Wilson's  prescription  for  sick  business  was  an  increase  In  rail- 
road rate.  The  Commission  disagreed  with  him,  but  was  per- 
suaded by  the  frightfulness  of  the  depression  caused  by  the 
outbreak  of  the  European  war,  to  grant  the  five  per  cent  increase 
later.  No  one  then  suggested  that  the  war  would  create  such 
a  demand  for  American  goods  that  the  railroads  and  practically 
every  other  American  interest  would  be  pulled  out  of  the  slough 
of  despond  by  it.  That,  however,  was  the  fact.  Before  the  five 
per  cent  increase  became  operative  there  was  a  quickening  of 
business,  due  to  the  war  demand,  and  by  the  end  of  1916  the 
railroads  had  climbed  to  the  highest  net  income  peak  ever  known. 
The  increase  in  the  volume  of  business,  it  has  been  pointed  out 
more  than  once,  made  it  impossible  to  have  a  fair  test  of  Presi- 
dent Wilson's  prescription  of  higher  freight  rates  as  a  tonic  to 
build  up  a  run-down  business  body.  The  war  demand,  without 
the  five  per  cent  advance  in  freight  rates,  probably  would  have 
made  1916  the  best  year  ever  known,  so  that,  in  no  sense  of 
the  word,  it  is  believed,  can  It  be  claimed  that  the  Wilson  pre- 
scription had  an  opportunity  to  show  what  it  could  do.  In  no 
kind  of  industry  other  than  railroad  was  there  ever  a  pre- 
scription of  higher  rates  as  a  cure  for  the  emptiness  caused 
by  a  small  volume  of  transactions.  Reduced  prices  constitute 
the  bait  for  luring  the  public  into  buying  again.  That  is  the 
inducement  that  is  now  being  held  out  by  every  class  of  mer- 
chants other  than  the  sellers  of  transportation.  It  might  be 
inferred  from  what  T.  DeWitt  Cuyler  said  to  the  Labor  Board 
that  that  is  the  inducement  they  would  offer  if  they  had  the 
power,  or  were  not  paralyzed  by  the  fear  of  consequences  should 
they  reduce  rates  and  the  result  not  be  what  had  been  prophe- 
sied. If  transportation  could  be  sold  as  other  merchandise  is, 
traffic  managers  might  shop  around  until  they  found  someone 
willing  to  buy  the  use  of  some  of  the  300,000  idle  cars  at  a  price 
something  more  than  the  cost  of  hauling  them  from  where  they 
are  to  some  place  where  their  lading  could  be  used.  But  that 
kind  of  transportation  merchandising  cannot  be  done  without 
breaking  down  the  whole  adjustment  of  rates.  The  Commission, 
in  theory,  would  be  compelled  to  set  its  face  against  any  re- 
ductions, because  they  would,  in  theory,  at  least,  result  in  re- 
duced revenue.  Time  cures  many  cases  that  look  pretty  bad. 
There  is  a  considerable  percentage  of  both  carriers  and  shippers 
that  believes  time  is  the  cure  for  the  unsatisfactory  situation 
now  obtaining.  Time  was  the  cure  in  1919.  In  opposition  to 
that  theory,  however,  It  has  been  suggested  that  in  1919  there 
had  been  no  such  world-wide  recession  in  prices  as  there  has 
been  in  the  last  eight  or  ten  months;  therefore,  time  is  not  so 
likely  to  be  again  the  physician  it  was  in  1919. 


Dockets  for  Public   Business. — One  of  the  things  hoped  for 
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by  those  who  have  business  with  the-  executive  departments  in 
Washington  is  that -the  example  of  the  Interstate  Commerce 
Commission  and  the  Shipping  Board  in  the  matter  of  making 
up  dockets  will  be  followed  by  the  executive  officers.  The  latt< 
have  a  casual  sort  of  way  of  announcing  hearings  on  important 
subjects  and  then  treating  all  the  papers  in  the  matter  as  being 
confidential  instead  of  giving  all  those  concerned  an  opportunity 
to  know  everything  that  has  been  said  on  the  subject,  so  that 
every  argument  can  be  met  and  every  averment  of  fact  contro- 
verted by  other  facts.  Every  department  has  questions  that 
concern  large  numbers  of  people  to  be  disposed  of,  presumably, 
in  accordance  with  the  rules- of  equity  and  justice.  Yet  it  is 
almost  impossible  for  those  hoping  that  the  matter  will  be  de- 
cided in  a  certain  way  to  find  out  on  what  facts  those  who  hope 
for  another  kind  of  decision  base  their  hopes  and  expectations. 
It  is  admitted  that  the  head  of  an  executive  department  cannot 
give  as  much  time  to  threshing  out  a  matter  as  the  Commission 
and  the  Shipping  Board  are  supposed  to  give  to  matters  before 
them.  It  is  a  fact,  however,  that  every  executive  officer  has 
assistants  whose  views  and  recommendations  might  be  sub- 
mitted to  the  parties  in  interest  in  the  same  way  that  the  Com- 
mission submits  the  tentative  reports  of  its  examiners.  There 
is  no  reason,  it  is  believed,  why  every  domestic  question  should 
not  be  treated  in  the  same  way  that  the  Commission,  for  twenty 
years,  at  least,  has  been  treating  every  question  of  the  con- 
struction of  law  and  of  fact  that  has  been  raised.  One  criticism 
made  of  every  executive  department  is  that  the  law  officers 
construe  statutes  without  taking  the  views  of  men  interested 
in  the  enforcement  of  the  statutes.  Then  the  law  officers  think 
it  incumbent  on  them  to  stand  by  their  construction,  though 
they  spend  every  dollar  they  can  get  their  hands  on  in  fighting 
for  their  construction  in  the  courts,  regardless  of  the  fact  that 
if  there  had  been  more  publicity  beforehand,  much  of  the  litiga- 
tion might  have  been  avoided.  A.  E.  H. 

UNIFORM    BILL   OF   LADING 

The  Traffic  World  Washington  Bureau 

In  a  brief  filed  in  behalf  of  western  carriers  on  No.  4844, 
"Uniform  Domestic  Bill  of  Lading,"  counsel  said,  assuming  that 
the  Commission  has  the  power  to  prescribe  the  bill  (which,  of 
course,  the  carriers  deny),  that  they  hoped  the  Commission 
would  not  strike  from  the  bill  any  reasonable  limitation  which 
the  carriers  are  legally  entitled  to  impose.  They  said  the  func- 
tion of  the  conditions  of  a  bill  of  lading  was  to  limit  the  liability 
of  the  carrier,  but  the  conditions  had  come  to  perform  less  and 
less  of  their  original  function  and  were  now  looked  on  by  many 
shippers  as  a  method  for  obtaining  further  advantages. 

Many  railroad  counsel  and  claim  agents  are  of  the  opinion, 
the  brief  says,  that  carriers  would  more  nearly  obtain  justice 
on  questions  of  liability  for  loss  and  damage  to  freight,  if  many 
of  the  proposed  conditions  on  the  bill  of  lading  were  omitted 
altogether. 

"The  carriers  are  not  asking  to  be  excused  from  any  legal 
responsibility  for  loss,  damage  or  injury  caused  by  them,"  says 
the  brief.  "They  do  ask  that  their  already  heavy  liability  shall 
not  be  increased  and  that  the  Commission  will  not  strike  from 
the  bill  of  lading  any  reasonable  limitation  which  the  carriers 
are  legally  entitled  to  impose." 

The  western  carriers  have  six  grounds  of  objection  to  the 
bill  proposed  by  the  Commission.  They  are:  1.  Use  of  the  first 
sentence  of  the  current  bill  requiring  the  carriers  to  contract 
that  they  will  insure  against  everything  not  specifically  exempted 
by  the  conditions.  2.  Emasculation  of  the  strikes  and  riots 
clause  of  the  carriers'  bill.  3.  Omission  of  the  present  open-car 
provision.  4.  Extending  carrier's  liability  as  insurer  during  free 
time  and  after  placement  for  delivery.  5.  Elimination  of  the  pro- 
visions respecting  liability  for  carload  shipments  at  non-agency 
stations  and  on  private  sidings.  6.  Relieving  consignor  from 
liability  for  freight  charges. 

The  Merchants'  and  Miners',  Clyde  Steamship,  Mallory,  and 
Ocean  Steamship  lines,  in  their  brief  in  the  same  case,  advocated 
the  inclusion  in  the  domestic  bill  of  the  ordinary  water  carrier 
clauses  and  especially  the  Jason  or  general  average  clause,  so 
as  to  make  the  one  form  cover  all  rail-and-water  or  all-water 
shipments  in  which  the  two  kinds  of  carriers  are  interested. 
In  arguing  for  the  inclusion  of  the  general  average  clauses,  they 
said  the  effect  of  its  inclusion  would  be  beneficial  for  both  ship- 
per and  carrier  because,  in  case  of  stress  of  trouble  caused  by 
nautical  fault,  the  master  would  have  no  greater  interest  in  the 
ship  than  in  the  cargo  and  would  use  his  best  judgment  in 
making  the  sacrifices  necessary  to  save  the  enterprise  from  total 
wreck.  Without  the  general  average  clause  his  interest  would 
s  to  save  the  ship  at  the  expense  of  the  cargo. 

After  arguing  in  behalf  of  the  proposals  of  the  National  In- 
Traffic  League,  counsel  for  that  organization  said: 
Shippers  of  the  country  desire  a  single  form  of  bill  of  lading 
for  both  interstate  and  intrastate  traffic.    They  recognize   how- 
ever   that  the  Commission  is  primarily  prescribing  a  form  of 
lading  for  interstate  shipments.    In  some  states  the  pro- 
law  may  be  such  as  to  permit  "a  less  degree  of  liability 


on  state  shipments  than  exists  on  interstate  shipments.  Car 
riers  in  such  cases  may  desire  to  retain  the  form  of  bill  of  lading 
which  permits  the  restricted  liability.  The  query  naturally  arises 
whether  a  difference  in  liability  on  state  shipments  and  inter- 
state shipments  may  not  be  just  as  obnoxious  to  the  discrimina- 
tion sections  of  the  interstate  commerce  act  as  is  a  difference 
in  rates.  It  may,  therefore,  easily  come  to  pass  that  the  terms 
and  conditions  prescribed  by  the  Commission  in  this  proceeding 
will  apply  not  only  to  interstate  traffic,  but  to  all  traffic  of  the 
carriers  except  traffic  destined  to  or  received  from  a  non-adjacent 
foreign  country.  It  is  believed  that  the  form  originally  pre- 
scribed by  the  Commission,  with  the  slight  modifications  herein 
proposed,  will  meet  the  requirements  of  the  statute  and  of  good 
practice.  We  have  no  doubt  of  the  jurisdiction  of  the  Commis- 
sion to  prescribe  the  form  and  substance  of  the  bill  of  lading, 
as  carried  in  Bentley's  Exhibit  1,  and  as  modified  by  the  agree- 
ment between  the  western  carriers  and  the  bill  of  lading  com- 
mittee of  the  League.  We  hope  the  carriers,  out  of  an  abun- 
dance of  good  sense  and  a  desire  to  co-operate  not  only  with  the 
Commission,  but  with  the  shippers  of  the  country,  will  promptly 
comply  with  the  decision  of  the  Commission  and  adopt  such  form 
as  shall  be  prescribed  by  the  Commission  in  this  proceeding." 


COAL  RATE  DECISION 

The  Traffic  World  Washington  Bureau 

In  I.  and  S.  No.  1214  the  Commission  holds  that  the  L.  &  N. 
has  justified  increases  on  coal  from  mines  in  eastern  Kentucky 
and  Tennessee  and  southwestern  Virginia  to  all  points  in  cen- 
tral territory,  except  to  Jeffersonville  and  New  Albany  and 
points  in  that  territory,  rates  to  which  were  not  on  a  proper 
basis  prior  to  August  26,  last,  and  therefore  not  in  position  to 
receive  benefits  under  those  parts  of  Ex  Parte  74  pertaining 
to  coal  rate  relationships.  The  Commission  further  held  that 
increases  to  northwestern  territory  had  not  been  justified.  It 
declined  to  pass  on  lake  cargo  rates  to  Toledo,  because  that 
question  is  involved  in  a  formal  complaint  now  pending. 


REGULATION  OF  PACKERS 

The  Traffic  World  Washington  Bureau 

The  House  committee  on  agriculture,  by  a  vote  of  9  to  8, 
February  3,  set  aside  the  bill  passed  by  the  Senate  providing 
for  regulation  of  the  packing  industry  and  reported  a  bill  sub- 
stantially along  the  lines  of  the  bill  drafted  last  spring  by  the 
House  sub-committee  on  agriculture.  The  reported  bill  places 
packers  under  the  supervision  of  the  Secretary  of  Agriculture 
and  stock  yards  under  the  jurisdiction  of  the  Interstate  Com- 
merce Commission.  The  bill  would  give  to  the  Commission 
practically  the  same  control  over  rates  and  charges  for  stock 
yards  services  as  it  exercises  over  rail  rates. 

There  is  little  likelihood  that  there  will  be  any  legislation 
regulating  packers  and  stock  yards  at  the  present  session  of 
Congress,  because  of  this  action  of  the  committee. 


SEDGMAN  TARIFFS  SUSPENDED 

The  Traffic  World  Washington  Bureau 

In  a  further  exercise  of  its  power  to  suspend  any  or  all 
changes  proposed  in  rates,  whether  they  be  increases  or  reduc- 
tions, the  Commission,  February  3,  in  a  supplemental  order  in 
I.  and  S.  No.  1280,  suspended,  until  June  3,  all  the  schedules  in 
W.  J.  Sedgman's  supplement  No.  4  to  his  I.  C.  C.  No.  117,  effec- 
tive February  9,  and  supplement  No.  5,  to  the  same  tariff,  effec- 
tive February  15. 

In  the  original  order  creating  this  docket  number  only  some 
of  the  schedules  were  placed  on  the  suspension  hook.  This  sup- 
plemental order  holds  up  all  of  them  so  that  the  whole  matter 
will  be  before  the  Commission  for  examination  of  the  basic  pro- 
posal, which  is  to  have  the  railroads  carry  freight  to  New  York 
for  transshipment  to  Galveston  via  the  Southern  Pacific  (Morgan) 
and  Mallory  lines. 

The  suspended  schedules  propose  to  reduce  the  rates  on 
certain  commodities  from  New  York,  N.  Y.,  to  Galveston,  Tex., 
via  the  Southern  Pacific  Company-Atlantic  S.  S.  Lines  (Morgan 
Line)  applicable  both  as  port-to-port  rates  and  as  proportional 
rates  on  traffic  from  Seaboard  interior  points,  also  proportional 
rates  via  the  Mallory  Line,  as  illustrated  by  the  following  rates 
in  cents  per  100  pounds: 

Proposed 


Nails    

Roofing,  galvanized  iron 
Valves,  iron  or  steel 


Present 
29% 
46 
62 


The  protesting  Texas  shipping  interests  aver  that  they  be- 
lieve the  idea  of  the  Southern  Pacific  in  proposing  the  reduc- 
tions is  that  it  can  put  an  independent  steamship  line  operating 
between  Philadelphia  and  Texas  ports  out  of  business  by  this 
method,  as  easily  as  the  same  interests  said  they  believed  it 
proposed  doing  by  establishing  competing  service  from  Phila- 
delphia, Baltimore  and  other  Atlantic  ports.  .' 
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Decisions  of  Interstate  Commerce  Commission 


IN  THE  MATTER  OF  INTRASTATE  RATES 
WITHIN  THE  STATE  OF  ILLINOIS 

CASE  No.  11703  (60  I.  C.  C.,  92-104) 

Submitted   December   14,    1920.      Opinion    No.    6579. 

cVituin  rates  and  charges,  for  freight  services  and  transportation  of 
milk  and  cream,  required  by  state  authority  to  be  maintained  by 
tin-  respondent  carriers  within  the  state  of  Illinois,  found  to  be 
lower  than  the  corresponding  rates  and  charges  authorized  in 
Ex  Parte  74,  Increased  Rates,  1920,  58  I.  C.  C.,  220  and  302,  and  to 
be  unduly  preferential  of  intrastate  traffic  and  shippers  and  of 
localities  within  the  state,  unduly  prejudicial  to  Interstate  traffic 
and  shippers  and  to  localities  outside  the  state,  and  unduly,  un- 
justly and  unreasonably  to  discriminate  against  Interstate  com- 
merce. 

Supplemental  Report  of  the  Commission 

McCHOKD,  Commissioner: 

The  question  here  is  with  respect  to  the  charges  for  freight 
services  and  for  the  transportation  of  milk  and  cream  intrastate 
in  Illinois  as  compared  with  the  charges  applied  by  the  Illinois 
carriers  to  shipments  moving  in  interstate  and  foreign  com- 
merce. The  like  question  as  to  passenger  fares  has  been  in 
part  disposed  of  in  an  earlier  report,  Intrastate  Rates  Within  Il- 
linois, 59  I.  C.  C.,  350,  and  will  be  further  considered  In  another 
supplemental  report. 

In  Ex  Parte  74,  Increased  Rates,  1920,  58  I.  C.  C.,  220,  de- 
cided July  29,  1920,  this  Commission,  under  authority  conferred 
upon  it  by  the  insterstate  commerce  act,  divided  the  country  into 
four  rate  groups,  namely,  eastern,  southern,  western,  and  moun- 
tain Pacific.  We  found,  subject  to  a  few  minor  qualifications, 
that  for  freight  services  the  carriers  might  increase  their  charges 
40  per  cent  in  the  eastern  group,  25  per  cent  in  the  southern 
group,  35  per  cent  in  the  western  group,  25  per  cent  in  the 
mountain-Pacific  group,  and  33%  per  cent  between  groups  in 
cases  where  joint  or  single-line  through  rates  applied.  For  other 
than  freight  services  we  prescribed  uniform  increases  for  the  en- 
tire country.  We  held  that  excess-baggage  rates  might  be  increased 
20  per  cent,  provided  that  where  stated  as  a  percentage  of  or  de- 
pendent upon  passenger  fares  the  increase  in  the  latter  would 
automatically  effect  the  increase  in  the  excess-baggage  charges. 
On  milk  and  cream,  which  are  usually  carried  in  passenger  trains 
and  the  revenue  from  which  it  is  not  included  in  freight  revenue, 
we  authorized  an  increase  in  rates  of  20  per  cent.  It  was  our 
conclusion  that  these  various  increases  would  result  in  transpor- 
tation charges  "not  unreasonable  in  the  aggregate  under  section 
1  of  the  act  and  would  enable  the  carriers  in  the  respective 
groups,  under  honest,  efficient,  and  economical  management  and 
reasonable  expenditures  for  maintenance  of  way,  structures,  and 
equipment,  to  earn  an  aggregate  annual  railway  operating  income 
equal,  as  nearly  as  may  be,  to  a  return  of  5%  per  cent  upon 
the  aggregate  value,  for  the  purposes  of  this  proceeding,  of  the 
railway  property  of  such  carriers  held  for  and  used  in  the  serv- 
ice of  transportation  and  one-half  of  1  per  cent  in  addition."  The 
increased  rates  and  charges  were  put  into  effect,  interstate, 
August  26,  1920. 

After  our  decision  was  announced  some  question  arose  as  to 
what  increase  in  charges  for  freight  services  was  intended  for 
what  has  long  been  known  as  the  Illinois  district,  which  includes 
(he  state  of  Illinois  and  certain  adjacent  territory.*  The  uncer- 
tainty grew  out  of  the  fact  that  the  boundary  line  we  had 
drawn  between  the  eastern  and  the  western  groups  cut  the 
llinois  district  in  two,  as  it  extended  from  the  mouth  of  the 
Illinois  River  at  or  near  Grafton,  111.,  thence  via  the  Illinois 
River  to  Pekin,  111.,  and  thence  south  and  east  of  the  Atchison, 
Topeka  &  Santa  Fe  Railway  from  Pekin  through  Joliet  and 
Streator  to  Chicago,  111.  This  line  appeared  to  us  to  represent 
in  a  general  way  the  western  termini  of  lines  in  the  eastern 
district.  Upon  request  for  a  definite  announcement,  the  ques- 
tion as  to  what  increase  should  apply  in  the  Illinois  district  was 
given  special  consideration.  In  a  supplemental  report,  Authority 
to  Increase  Rates,  58  I.  C.  C.,  302,  August  11,  1920,  we  held  that 
the  Illinois  district  should  be  considered  as  within  the  eastern 
group  for  the  purpose  of  applying  the  Increases  on  interstate 
traffic  between  points  in  that  district  and  on  traffic  between 
points  in  the  Illinois  district  on  the  one  hand  and  points  in 
official  classification  territory  east  of  the  Indiana-Illinois  state 
line  on  the  other,  and  that  increases  of  40  per  cent  might  be 
made  in  the  rates  and  that  points  within  the  Illinois  district 
should  be  treated  as  in  the  western  group  on  traffic  subject  to 
joint  or  single-line  through  rates  between  points  In  that  district 

•Points   in   the   Chicago   switching   district   in   Indiana;    points   In 
I  isconsin  on  and  south  of  the  Chicago,  Milwaukee  &  St.   Paul  Rail- 
ay.   Milwaukee  to  Madison,  the  Chicago  &  North  Western  Railway, 
Madison  to  Dodgeville.  and  on  and  east  of  the  Illinois  Central,  Dodge- 
i'llle  to  the   Illinois  state  line;   also  points  on   the  west  bank   of  the 
issippi  Uiver  to  which  joint  through  rates  subject  to  the  Official 
Classification  are  now  in  effect  from  points  In  trunk  line  ami   rontral 
tnrrltorlos. 


on  the  one  hand  and  points  lying  within  the  boundaries  of  the 
western  group  (west  or  north  of  the  Illinois  district)  on  the  other, 
and  that  Increases  of  35  per  cent  might  be  made  In  the  rate* 
on  such  traffic.  In  other  words,  we  held  that  these  increases 
would  be  necessary  to  yield  the  prescribed  return  for  the  car- 
riers concerned. 

The  Increases  for  the  Illinois  district  were  not  to  be  ap- 
plied to  the  rate  structure  in  that  district  as  It  existed  at  the 
time  our  decisions  were  announced,  but  certain  preliminary  re- 
adjustments were  expected,  which  we  shall  proceed  to  explain. 
Until  early  in  1920  the  rates  in  effect  throughout  the  Illinois 
district  were  In  general  those  which  had  been  prescribed  or 
allowed  by  the  Public  Utilities  Commission  of  Illinois  for  intra- 
state traffic,  plus  the  increases  provided  by  General  Order  No.  28 
of  the  Director-General  of  Railroads,  effective  June  25,  1918. 
The  class  rates,  which  were  governed  by  the  so-called  Illinois 
classification,  upon  the  whole  were  perhaps  15  or  20  per  cent 
lower  than  those  applied  in  what  is  known  as  central  territory, 
embracing  generally  Indiana,  Ohio,  Michigan,  and  points  in  west- 
ern New  York,  Pennsylvania,  and  West  Virginia;  and  when 
considered  in  connection  with  the  lower  ratings  in  the  Illinois 
classification  than  those  obtaining  in  the  official  classification 
the  actual  rates  charged  In  the  Illinois  district  were  perhaps 
36  per  cent  lower  than  in  central  territory.  The  commodity- 
rates  also,  In  Illinois  district,  upon  the  whole  appeared  relatively 
lower  than  in  central  territory.  In  Illinois  Classification,  55 
I.  C.  C.,  290;  56  I.  C.  C.,  202  and  687,  a  proceeding  instituted 
by  us  at  the  request  of  the  Director-General,  to  determine  what 
classification  and  what  scale  of  class  and  commodity  rates  would 
be  proper  for  the  Illinois  district  to  remove  alleged  undue  preju- 
dice to  Indiana  and  its  shippers,  we  recommended  that  the  dis- 
trict be  divided  by  a  line  drawn  along  the  Illinois  River  from 
its  junction  with  the  Mississippi  to  Pekin,  111.,  and  thence  via 
the  line  of  the  Atchison,  Topeka  &  Santa  Fe  Railway  through 
Joliet  and  Streator  to  Chicago,  111.,  which  was  substantially  the 
line  later  used  in  connection  with  the  grouping  of  the  country, 
as  above  referred  to,  for  the  purposes  of  Increased  Rates,  1920, 
supra;  that  the  Illinois  classification  and  the  Illinois  district 
scale  of  class  rates  be  canceled  and  that  south  of  the  line  above 
described  the  official  classification  and  the  central  territory  scale 
of  class  rates,  referred  to  in  the  report  as  the  Disque  scale,  be 
applied;  that  north  of  said  line  the  western  classification  and 
some  scale  of  class  rates  that  would  harmonize  with  the  rates 
in  Iowa  and  Wisconsin  be  adopted;  that  the  latter  classifica- 
tion and  scale  be  used  from  the  section  north  of  the  line  to  the 
section  south  of  the  line;  and  that  from  the  section  south  of 
the  line  to  the  section  north  of  the  line  the  official  classifica- 
tion and  the  central  territory  scale  be  applied.  As  to  most  com- 
modity rates  no  changes  were  recommended,  for  the  reason  that 
the  record  then  before  us  did  not  warrant  a  definite  conclu- 
sion that  the  lower  basis  in  Illinois  was  actually  injurious  or 
prejudicial  to  Indiana  within  the  meaning  of  section  3  of  the 
interstate  commerce  act. 

In  February,  1920,  the  carriers  put  our  recommendations 
into  effect  so  far  as  they  related  to  the  establishment  of  the 
official  classification  and  the  central  territory  scale  of  rates  in 
the  southern  section  and  from  the  southern  to  the  northern 
section;  but  they  made  no  change  in  the  rates  in  the  northern 
section  or  from  that  section  to  the  southern  section,  for  the 
reason  that  an  appropriate  scale  had  not  been  devised  and  agreed 
upon  by  the  parties  in  interest  A  number  of  conferences  were 
had  between  representatives  of  the  Illinois  commission,  ship- 
pers and  carriers,  and  this  Commission,  and  a  formal  hearing 
was  held  by  the  Illinois  commission.  Finally,  a  compromise 
scale  of  10  classes,  for  application  throughout  the  Illinois  dis- 
trict on  both  state  and  interstate  traffic,  was  agreed  to  by  the 
principal  parties  concerned.  The  compromise  scale  was  the 
same  as  the  central  territory  scale  on  the  first  five  classes,  while 
the  five  lower  classes  were  graded  down  in  accordance  with 
fixed  percentages  of  first  class.  The  entire  scale  was  to  be 
governed  by  a  new  Illinois  classification  acceptable  to  all  parties. 
This  new  classification  is  understood  to  conform  to  the  official 
classification,  except  where  the  competition  from  the  west  that 
was  met  by  Illinois  distributors  has  made  it  desirable  to  use 
the  ratings  provided  in  western  classification,  in  which  case 
the  western  classification  ratings  have  been  adopted  for  the 
entire  Illinois  district.  On  many  important  articles  of  traffic 
this  classification  affords  Illinois  shippers  lower  ratings  than 
apply  generally  east  of  the  Mississippi  River.  In  a  letter  dated 
June  17,  1920,  to  the  parties  in  the  case  referred  to,  we  sanc- 
tioned the  establishment  of  this  basis  instead  of  that  we  had  form- 
ally recommended,  and  It  received  the  sanction  of  the  Illinois 
commission,  August  3, 1920.  The  new  class  rates  on  this  basis  were 
put  Into  effect  August  25,  1920.  In  the  northern  section  of  the 
Illinois  district  this  meant  an  average  Increase  of  perhaps  IK 
•per  pent;  In.thp  southern  section  there  were  some  oomparutivply 
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unimportant  reductions  on  the  lower  classes.  It  was  under- 
stood when  these  rates  were  authorized  that  they  would  be  the 
basis  upon  which  such  general  increases  as  might  later  be 
allowed  by  both  commissions  would  be  built. 

In  the  meantime  the  carriers  operating  in  the  state  of 
Illinois  had  pending  before  the  Illinois  commission  an  applica- 
tion for  the  same  increases  in  intrastate  transportation  charges 
as  we  should  find  and  later  found  reasonable  for  interstate 
application  in  the  eastern  district.  On  August  10  that  com- 
mission authorized  a  "temporary"*  increase  of  33%  per  cent 
in  the  rates  above  referred  to  and  in  all  rates  and  charges  for 
freight  services  in  effect  at  the  end  of  federal  control,  February 
29,  1920,  or  made  effective  subsequently  with  the  authority  or 
at  the  direction  of  the  Illinois  commission.  An  increase  of  20 
per  cent  in  excess-baggage  charges  was  also  authorized.  Except 
as  to  excess-baggage  charges  stated  in  percentages  of  passenger 
fares,  which  therefore  were  not  changed,  tariffs  were  filed  giv- 
ing effect  to  these  increases,  August  26,  1920,  the  date  on  which 
the  interstate  increases  were  made.  On  milk  and  cream  the 
Illinois  commission  permitted  no  increases. 

As  stated  in  our  previous  report  herein,  this  proceeding  was 
subsequently  instituted  by  us  upon  the  petition  of  the  steam 
railroads  in  Illinois,  together  with  the  Chicago,  Lake  Shore 
&  South  Bend  Railway,  an  electric  line;  and  the  receiver  of  the 
Aurora,  Elgin  &  Chicago  Railroad  intervened,  seeking  the  same 
relief,  so  far  as  the  electric  third-rail  division  of  that  road  is 
concerned,  as  might  be  granted  the  other  carriers. 

It  will  be  observed  that  the  increase  of  33%  per  cent  granted 
by  the  Illinois  commission  in  charges  for  freight  services  was 
the  same  as  that  authorized  by  us  for  application  to  joint  or 
single-line  through  rates  between  general  rate  groups.  It  is 
stated  on  behalf  of  the  Illinois  commission  that  it  adopted  this 
figure  largely  because  in  our  original  report  in  Increased  Rates, 
1920,  supra,  part  of  Illinois  was  recognized  as  in  western  terri- 
tory and  part  as  in  eastern  territory,  thus  making  much  of  the 
intrastate  traffic  intergroup.  The  further  statement  is  made  on 
behalf  of  the  Illinois  commission  that  the  conclusion  it  reached 
was  believed  to  be  in  conformity  with  the  conclusion  announced 
in  our  original  report.  At  the  time  it  rendered  its  decision  the 
Illinois  commission  was  not  advised  of  our  supplemental  report 
fixing  40  per  cent  as  the  proper  increase  for  the  Illinois  district. 
Subsequently  that  commission  reopened  its  case  for  further 
consideration  in  the  light  of  our  supplemental  report,  and 
further  hearing  was  had  September  2,  1920,  in  which  a  repre- 
sentative of  this  Commission,  at  the  invitation  of  the  Illinois 
commission,  participated.  When  the  instant  case  came  on  for 
hearing  the  Illinois  commission  had  not  rendered  a  supplemental 
decision,  and  it  requested  a  continuance  in  order  that  it  might 
have  time  to  receive  and  consider  certain  data  as  to  value  and 
as  to  the  revenues  and  expenses  of  the  lines  in  Illinois,  upon 
which  it  might  base  its  final  conclusion.  This  case  was  accord- 
ingly continued  to  October  6,  and  then  to  October  7,  1920,  at 
which  time  we  were  again  advised  that  the  Illinois  commission 
had  not  reached  a  final  decision.  Our  hearing,  however,  was 
completed  on  that  date. 

On  October  18  the  Illinois  commission  issued  its  supple- 
mental order,  which,  in  accordance  with  permission  given  at  the 
hearing,  was  filed  in  the  record  in  this  case.  This  supplemental 
order  modified  the  previous  order  in  that  it  prescribed  for  intra- 
state application,  in  lieu  of  the  33  Ya  per  cent  increase,  a  new 
scale  of  class  rates  and  seven  different  scales  of  commo'dity 
rates  on  a  number  of  important  articles  of  traffic.  It  was  stated 
in  the  report  of  the  Illinois  commission  that  these  schedules 
would  not  increase  intrastate  rates  40  per  cent,  but  would  In- 
crease them  in  excess  of  35  per  cent.  The  carriers  assert  that 
the  new  scales  will  yield  less  than  33%  per  cent,  but  the  data 
upon  which  they  base  this  conclusion  are  subject  to  serious 
question.  Rates  and  charges  for  all  freight  services,  other  than 
covered  by  the  new  scales,  were,  subject  to  a  few  minor  quali- 
fications, authorized  to  be  increased  35  per  cent,  which  was  the 
amount  of  the  increase  we  found  would  be  proper  for  the  west- 
ern district  in  Increased  Rates,  1920,  supra.  Incidentally  con- 
siderably more  than  one-half  of  the  railroad  mileage  in  Illinois 
is  that  of  western  lines.  The  new  rates,  like  those  first  pre- 

•The  order  of  the  Illinois  commission  provided  in  part  as  follows- 
:  is  further  ordered  that  this  cause  be  set  down  for  hearing  at 
f^.'^fV.lVu0"  Th"rsda7',  October  21,  1920  (later  changed  to  Septem- 
I,er  ?•*-.,  !920)>  at  ten  "dock  a  m.,  and  the  aforesaid  carriers  are 
directed  to  present  at  that  time  more  specific  evidence  as  to  the  valua- 
tion of  their  pi  opertles  within  the  State  of  Illinois  and  as  to  operating 
revenues  and  operating  expenses  within  this  state  They  are  also 
directed  to  present  more  specific  evidence  from  which  the  Commission 
may  determine  as  accurately. as  may  be  possible  the  facts  relative  to 
that  portion  of  their  business  which  is  subject  to  the  control  of  this 
Illustrating  one  of  the  subjects  as  io  which?  in  ou?  opin- 
-the  attention  of  the  afSre- 


*il  "  "^u    IB    uuiiuiuuneu    upon    tne    Dresentntinn     hv 

t±?^St'tllrLe,rAaPd_Anterveners  at  as  early  a  date  as  isPnOSS7b?e    of  tK 


scribed,  were  understood  to  be  temporary.*  Tariffs  were  filed 
in  accordance  with  the  Illinois  commission's  supplemental  order 
and,  subject  to  a  few  exceptions.t  became  effective  November 
15,  1920. 

Evidence  offered  by  the  carriers  indicates  that  if  the  charges 
for  freight  services  and  the  rates  on  milk  and  cream  that  were 
in  effect  at  the  time  of  the  hearing  are  continued  for  one  year, 
and  there  is  the  same  intrastate  movement  during  that  year  as 
in  the  calendar  year  1919,  the  loss  to  the  carriers,  due  to  their 
failure  to  secure  the  same  increases,  intrastate  as  interstate, 
will  be  about  $3,000,000.  Stated  otherwise,  if  the  increased 
charges  sought  are  proper  but  are  not  put  into  effect,  rates  on 
the  other  traffic  of  the  carriers  that  serve  Illinois  must  be  dis- 
proportionately increased. 

All  the  Illinois  carriers  involved  are  engaged  in  the  hand- 
ling of  both  state  and  interstate  traffic.  Generally  the  same 
train  and  often  the  same  car  that  carriers  the  intrastate  traffic 
carries  the  interstate  traffic. 

Near  the  borders  of  the  state  of  Illinois  are  such  points  as 
St.  Lauis  and  Hannibal,  Mo.;  Keokuk,  Davenport,  Muscatine, 
Burlington,  Dubuque,  and  Clinton,  Iowa;  Beloit,  Janesville,  Madi- 
son, and  Milwaukee,  Wis.;  Gary,  Indiana  Harbor,  Hammond, 
Whiting,  Lafayette,  Terre  Haute,  and  Evansville,  Ind.;  and  Pa- 
ducah,  Ky.  All,  or  practically  all,  such  points  are  in  constant 
competition,  more  or  less,  with  cities  in  Illinois  for  population, 
industrial  development,  and  business  growth. 

When  individual  manufacturers,  jobbers,  and  dealers  in 
these  cities  outside  the  state  draw  their  coal,  for  instance,  from 
Illinois  mines  they  must  pay  relatively  greater  increases  than 
their  competitors  just  across  the  border  in  Illinois,  and  in  ship- 
ping their  goods  into  Illinois  they  must  pay  relatively  more  than 
the  Illinois  distributors.  Thus,  a  double  rate  disadvantage  is 
put  upon  the  interstate  shipper  and  his  locality.  As  every  uusi- 
ness  man  knows,  a  competitor  must  often,  if  not  generally,  ab- 
sorb the  difference  in  freight  rates  against  him  or  withdraw 
from  the  field.  That  such  differences  are  prejudicial  is  a  matter 
of  common  knowledge. 

One  of  the  most  important  instances  of  discrimination  is 
found  in  the  Chicago  industrial  district,  which  includes  not  only 
territory  in  Illinois  in  and  about  the  city  of  Chicago,  but  reaches 
across  the  state  line  into  Indiana,  embracing  such  points  as 
Gary,  Indiana  Harbor,  and  Hammond,  with  their  great  steel 
mills  and  other  industries.  These  industries,  when  they  lo- 
cated in  these  outlying  districts,  did  so  with  the  distinct  un- 
derstanding that  they  would  forever  be  treated  from  a  rate 
standpoint,  like  all  other  points  in  the  Chicago  district,  as 
though  they  were  located  within  the  city  of  Chicago. 
That  is,  Chicago  rates  were  to  apply  to  and  from  the  entire 
industrial  district.  This  arrangement  had  been  adhered  to 
in  good  faith  for  many  years,  but  on  August  26,  1920,  the  date 
on  which  the  increases  were  made  effective  on  both  state  and 
interstate  traffic,  the  long-standing  parity  was  destroyed,  so  far 
as  traffic  to  and  from  points  in  Illinois  was  concerned,  by  the 
carriers  increasing  the  rates  between  the  Indiana  points  in  the 
Chicago  district  and  all  stations  in  Illinois  40  per  cent,  under 
our  finding,  and  between  the  Illinois  points  in  that  district  and 
all  stations  in  Illinois  a  lower  percentage,  under  the  Illinois 
commission's  finding.  That  this  treatment  of  the  Indiana  cities 
puts  a  cloud  on  their  prospects  and  injures  the  ability  of  their 
industries  to  do  business  in  Illinois  against  competitors  favored 
by  lower  rates  intrastate  can  not  be  denied. 

St.  Louis,  Mo.,  and  East  St.  Louis,  111.,  are  practically  one 
community,  yet  the  former's  rates  to  and  from  points  in  Illinois 
have  been  increased  40  per  cent  and  the  latter's  materially  less. 
The  effect,  of  course,  is  similar  to  that  in  the  Chicago  district. 
For  instance,  prior  to  August  26  the  rates  on  coal  from  the 
Illinois  mines  to  St.  Louis  were  but  20  cents  per  ton  higher  than 
to  East  St.  Louis,  but  since  that  date  they  have  been  34  cents 
higher,  not  because  of  any  change  in  conditions  of  transporta- 
tion, but  because  the  Illinois  commission's  judgment  as  to  what 
was  a  reasonable  increase  happened  to  be  different  from  ours. 
Situations  such  as  above  described  can  be  found  at  Various 
points  around  the  borders  of  the  state. 


*In  this  connection,  after  referring  to  the  "necessity  of  the  carriers    ' 
making  out  a  case  which  complies  with  the  rules  by  which  this  fthe 
state)   commission  is  governed  under  the  state  statute  from  which  it 
derives  its  authority,"  the  Illinois  commission   said: 

"This  case,  therefore,  will  be  set  for  further  hearing  and  the  car- 
riers required  to  submit  proof  complying  with  the  principles  above 
stated.  Adequate  time  will  be  given  for  this  purpose,  and  unless  the 
temporary  rates  which  have  been  permitted  to  go  into  effect  and  to 
continue  as  modified  by  this  order  are  sustained  by  competent  and 
sufficient  proof,  the  authority  for  the  same,  so  far  as  it  may  depend 
upon  the  order  of  this  Commission,  must  be  withdrawn." 

T(a)  Coal  and  articles  taking  coal  rates,  effective  date  postponed 
until  January  15,  subject  to  further  hearings  and  conferences  in  the 
meantime. 

(b)  At  a  conference  between  representatives  of  shippers  and  car- 
rjers  and  representatives  of  the  Illinois  commission  and  this  Commis- 
sion the  representative  of  the  Illinois  commission  stated  he  would 
recommend  to  his  commission  an  increase  of  40  per  cent  in  the  rates 
on  grain  to  St.  Louis  nnd  Cairo  for  the  purpose  of  working  out  an 
equalization  of  a  troublesome  situation  which  was  the  subject  of  the 
conference.  In  the  meantime  the  effective  date  of  all  of  the  balance 
of  the  gram  rates  provided  for  in  the  Illinois  commission's  supplemen- 
tal order  was  postponed  until  December  15.  Tariffs  carrying  out  the 
adjustment  agreed  upon  were  subsequently  filed  and  are  now  in  effect. 
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Disparities  between  Illinois  intrastate  rates  to  and  from 
Chicago  and  Interstate  rates  between  Illinois  points  and  St 
Louis  were  the  subject  of  litigation  In  Business  Men's  League 
of  St.  Louis  vs.  A.,  T.  &  S.  F.  Ry.  Co.,  44  I.  C.  C.,  308,  wherein 
we  found  (hat  the  then  existing  adjustment  was  unduly  preju- 
dicial to  St.  Louis.  The  present  rates  present  a  similar  sit- 
uation. 

In  Illinois  Classification,  supra,  it  appeared  that  Indiana 
jobbers  were  shipping  into  Illinois  In  competition  with  Illinois 
shippers,  but  were  confronted  with  relatively  higher  rates  than 
were  paid  by  their  Illinois  competitors  to  points  in  the  same 
state.  Except  as  to  commodity  rates  in  general,  the  situation 
was  remedied  as  explained  earlier  in  this  report,  but  a  similar 
difficulty  has  now  been  created. 

Certain  routes  from  Illinois  coal  mines  to  Illinois  destina- 
tions are  interstate  while  others  are  intrastate.  Prior  to  August 
26  the  rates  in  most  instances  were  the  same  via  the  different 
routes,  but  since  that  date  the  interstate  rates  from  a  given 
mine  or  group  of  mines  are  higher  than  the  intrastate  rates. 
The  result  is  that  interstate  traffic  has  been  practically  de- 
stroyed by  the  coal  being  diverted  to  the  Intrastate  routes.  In 
other  words,  the  intrastate  business  increases  while  the  inter- 
state traffic  decreases.  By  the  same  token  the  Intrastate  rates 
jeopardize  the  interstate  rates  in  that  the  interstate  carriers 
must  make  the  intrastate  rates  the  measure  of  their  interstate 
rates  in  order  to  secure  part  of  the  business. 

Producers  of  coal  in  Indiana  compete  with  producers  in  Illi- 
nois in  shipping  to  Illinois  points.  The  interstate  shippers  are 
at  a  greater  disadvantage  than  before  August  26,  because  of  the 
relatively  greater  rate  increases  they  have  been  called  upon  to 
bear.  Producers  in  the  northern  Illinois  field,  however,  which 
comprises  mines  located  in  Marshall,  La  Salle,  Woodford,  Grun- 
dy,  and  Bureau  counties,  offered  evidence  to  prove  that  the  in- 
trastate rates  from  their  mines  to  points  in  northern  Illinois 
were  not  unreasonably  preferential,  and  that  no  further  increase 
should  be  allowed  in  such  rates.  These  rates  have  been  sub- 
jected to  relatively  greater  increases  in  recent  years  than  have 
the  rates  from  the  Indiana  mines.  In  the  following  table  the 
present  rates  from  the  competing  mines  to  Chicago  are  com- 
pared with  the  rates  formerly  in  effect: 

Intrastate, 

Northern  Interstate  from  Indiana  Groups 

Illinois  Clinton           Linton      Princeton 

In    1910    $0.50  $0.70                 $0.80                 $0.87 

<>n  June  24,  1918 77  .97                   107                   114 

At  present   1.40  1.78                   1.92                   2.015 

Since  June  24,  1918,  the  rates  from  northern  Illinois  to  Chi- 
cago have  been  increased  82  per  cent,  while  the  rates  from  the 
Princeton  group,  in  Indiana,  have  been  increased  only  77  per 
cent.  If  we  look  to  the  total  increases  since  1910  we  find  that 
the  northern  Illinois  rate  has  been  increased  180  per  cent  and 
the  Princeton  rate  130  per  cent.  The  percentages  of  increase 
from  each  producing  group  to  Chicago  since  June  24,  1920,  and 
also  since  1910  are  shown  below: 

Northern 
Illinois 
Pet. 
Per  cent  of  advance  in  each  rate 

since  June  24,  1918 82 

Per  cent  of  advance  in  each  rate 
since   1910    180 


Clinton 
Pet. 


S3 
154 


Linton  Princeton 
Pet.  Pet. 


79 
140 


77 
130 


In  1910  the  rates  from  the  northern  Illinois  mines  to  Chicago 
were  71  per  cent  of  the  rates  from  the  Clinton  group,  but  at 
present  they  are  79  per  cent.  The  changed  percentage  relation- 
ships from  the  several  groups  to  Chicago  are  shown  below;  that 
is,  the  northern  Illinois  rates  were  the  following  percentages  of 
the  Indiana  rates: 

From — 

Clinton        Linton  Princeton 
Pet.  Pet.  Pet. 

In  1910  71  62  57 

On  June  24,   1918 79  72  68 

At   present    79  73  69 

However,  notwithstanding  the  fact  that  the  northern  Illinois 
mines  have  been  subjected  to  greater  percentage  increases,  the 
differentials  between  the  Indiana  and  the  Illinois  mines  were 
increased  on  August  26,  greatly  to  the  detriment  of  the  Indiana 
mines.  The  following  table  shows  the  differentials  against  In- 
diana on  traffic  to  Chicago  before  and  after  the  increase: 

Clinton 
Cents 

Before    .  .  .        .20 

After    38 


Linton  Princeton 
Cents  Cents 

30  37 

52  61% 


The  differentials,  rather  than  the  rates  themselves,  are  the 
matters  which  conern  the  coal  producers.  All  of  the  above  state- 
ments as  to  present  rates  are  based  on  a  33^  per  cent  increase 
within  Illinois.  A  35  per  cent  increase  was  later  allowed  and 
resulted  in  slightly  modified  figures.  The  matter  of  coal  rates 
is  still  pending  before  the  Illinois  commission. 

Grain  and  grain  products  rates  in  Illinois  which  before 
August  26  were  on  a  parity  with  the  Interstate  rates  were  on 
that  date  made  generally  0.5  cent  per  100  pounds  lower  than  the 
interstate  rates.  These  commodities  are  sold  on  narrow  mar- 


gins of  profit  and  small  rate  differences  result  In  difficulties  as 
between  competing  markets.  The  situation,  in  so  far  as  It  affects 
East  St.  Louis,  Cairo,  111.,  and  several  other  markets,  was  made 
the  subject  of  conference,  and  the  rates  to  those  points  have, 
with  the  permission  of  the  Illinois  commission,  been  increased 
40  per  cent,  thus  removing  the  cause  of  complaint  as  to  them. 

In  our  second  supplemental  report  in  Illinois  Classification, 
56  I.  C.  C.,  687,  we  found  that  the  adjustment  of  brick  rates  from 
Illinois  and  Indiana  producing  points  to  various  destinations  in 
Illinois  was  unduly  prejudicial  to  the  Indiana  producers.  We 
recommended  to  the  Director-General  that,  pending  the  outcome 
in  Docket  No.  10733,  in  which  the  whole -situation  was  and  still 
is  under  consideration,  a  rate  of  $1.40  per  net  ton  be  established 
on  brick,  other  than  common,  from  the  Indiana  and  Illinois 
producing  points  to  Chicago,  and  that  rate  was  put  Into  effect. 
On  August  26,  1920,  the  rate  from  the  Indiana  points  became 
$1.96,  while  that  from  the  Illinois  points  became  $1.865.  This 
situation  would  be  corrected  by  a  40  per  cent  increase  in  the 
Illinois  intrastate  rates  in  effect  August  25,  1920. 

The  various  rate  situations  hereinbefore  described  are  cited 
as  examples.  Others  of  the  same  general  character  are  shown 
by  the  record,  and  many  others  could  be  found.  The  contention 
is  made  by  the  Illinois  interests  that  we  should  limit  any  finding 
of  undue  prejudice  to  the  localities  specifically  shown  to  be  af- 
fected. To  our  views  upon  the  law  of  the  case  as  expressed  in 
our  previous  report  herein  and  in  Rates,  Fares  and  Charges  of 
N.  Y.  C.  R.  R.  Co.,  59  I.  C.  C.,  290,  we  may  add  that  the  instances 
pointed  out  are  merely  typical  of  a  condition  that  is  general. 
The  rates  to  and  from  the  various  points  on  any  given  com- 
modity, both  state  and  interstate,  local  and  joint,  are  closely 
related  and  interrelated,  and  the  creation  of  material  differences 
between  them  is  subversive  of  established  and  sound  economic 
and  commercial  conditions,  resulting  in  a  situation  which  could 
not  reasonably  be  approved. 

The  Illinois  commission  points  out  that  there  are  some  In- 
stances where  individual  intrastate  rates  in  that  state,  even 
with  the  lesser  increases  allowed  by  it,  happen  to  be  as  high  as 
or  higher  than  those  applicable  interstate  for  equal  distances; 
but  it  is  not  claimed  that  this  is  true  of  the  general  body  of  rates. 
The  application  of  lower  rates  intrastate  in  Illinois  than  for 
similar  hauls  interstate  in  the  Illinois  district  and  central  terri- 
tory is  general,  and  even  with  increases  in  the  amounts  allowed 
by  us  in  Increased  Rates,  1920,  and  Authority  to  Increase  Rates, 
supra,  the  intrastate  rates  on  most  of  the  important  articles  of 
traffic  in  Illinois  would  still  be  lower  than  the  interstate  rates 
in  central  territory.  The  differences  are  due  in  large  part  to 
the  failure  of  the  Illinois  commission  to  grant  the  same  increases 
in  recent  years  as  have  been  authorized  by  us. 

Evidence  was  offered  by  the  Illinois  commission  as  to  traffic 
density,  showing  that  the  western  and  southern  lines  have  a 
density  in  Illinois  much  greater  than  the  average  on  their  entire 
systems  and  greater  than  the  eastern  lines  have  in  Illinois.  The 
figures  for  Illinois  do  not  represent  merely  intrastate  traffic,  but 
all  traffic  that  moves  within,  into,  out  of,  or  through  the  state. 
The  traffic  density  on  the  eastern  lines  in  Illinois  is,  in  general, 
much  less  than  on  their  entire  systems,  and  the  figures  do  not 
indicate  to  us  that  Illinois  should  have  a  lower  basis  of  rates 
than  obtains  in  the  territory  east  thereof. 

The  Illinois  commission  also  points  out  situations  arising 
from  the  40  per  cent  increase  in  the  Illinois  district  as  compared 
with  the  35  per  cent  increase  between  Illinois  and  points  in 
western  territory  and  the  33%  per  cent  increase  between  Illi- 
nois and  southern  territory,  pursuant  to  Increased  Rates,  1920. 
The  rate  from  Chicago  to  Davenport,  involving  a  haul  entirely 
within  the  Illinois  district,  takes  an  increase  of  40  per  cent, 
whereas  from  Chicago  to  points  in  Iowa  just  west  of  Davenport 
and  in  competition  with  it  the  increase  has  been  but  35  per 
cent,  thus  lessening  the  rate  difference  that  formerly  existed  in 
favor  of  Davenport.  Rates  on  coal  from  Kentucky  fields  to  Illi- 
nois points,  involving  hauls  from  the  southern  territory  into  the 
eastern  territory,  were  increased  33  Vs  per  cent,  as  against  the 
increase  of  40  per  cent  sought  within  Illinois.  These  situations 
are  considered  by  that  commission  as  justifying  an  intermediate 
percentage  increase  intrastate  in  Illinois  as  a  border  state. 
Situations  of  the  kind  cited  are,  of  course,  general  and  can  be 
found  at  all  points  along  the  northern,  western,  and  southern 
borders  of  the  Illinois  district  and  in  fact  at  any  place  in  the 
country  where  any  two  of  the  rate  groups  fixed  in  Increased 
Rates,  1920,  supra,  adjoin.  The  difficulty  could  have  been 
avoided  only  by  a  horizontal  increase  for  the  entire  country. 
This  was  recognized  in  our  report. 

Some  readjustments  may  be  appropriate  in  individual  In- 
stances where  substantial  injury  results.  An  approval  of  the 
Illinois  commission's  rates  would  mean  the  approval  of  lower 
rates  in  Illinois,  and  indirectly  lower  rates  perhaps  west  of  the 
Mississippi  River,  than  in  Official  Classification  territory.  Such 
inequalities  as  call  for  readjustment  may  be  brought  to  our  at- 
tention in  the  appropriate  way  and  dealt  with  as  occasion 
requires. 

After  the  Illinois  commission's  first  order  was  issued  the 
Public  Service  Commission  of  Indiana  rendered  its  report  on  an 
appllcatiin  for  increases  to  the  extent  authorized  by  us.  The 
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Indiana  commission  declined  to  grant  such  increases  and  ex- 
pressly indicated  in  its  report  that  it  was  controlled  by  the  ac- 
tion of  the  Illinois  commission  and  by  the  existence  of  lower 
intrastate  rates  in  Illinois  than  in  Indiana.  In  other  words,  the 
Indiana  commission  felt  that  in  justice  to  the  citizens  of  Indiana 
it  could  not  permit  higher  rates  within  that  state  than  applied 
within  the  state  of  Illinois.  It  requires  no  stretch  of  the  imagi- 
nation to  realize  what  would  be  the  situation  if  every  state  in 
the  Union  would  take  similar  action,  savoring  of  reprisal  and 
retaliation,  thus  requiring  the  imposition  upon  interstate  traffic 
of  unreasonably  disproportionate  increases  in  order  to  insure 
the  prescribed  return. ,  It  was  just  such  a  situation  that  Con- 
gress sought  to  prevent  when  it  enacted  the  statutory  provisions 
with  which  we  are  here  concerned. 

In  Indianapolis  Chamber  of  Commerce  vs.  C.,  C.,  C.  &  St  L. 
Ry.  Co.,  60  I.  C.  C.,  67,  decided  December  30,  1920,  we  found, 
inter  alia,  that  the  rates  on  cattle  and  hogs,  in  carloads,  from 
certain  points  in  Illinois  to  Indianapolis,  Ind.,  were  just  and  rea- 
sonable, but  that  the  relationship  between  those  rates  and  the 
intrastate  rates  from  the  same  originating  territory  to  Chicago, 
East  St.  Louis,  and  Peoria,  111.,  subjected  Indianapolis  and  ship- 
pers there  located  to  undue  prejudice  and  disadvantage,  to  the 
undue  preference  and  advantage  of  the  above-named  Illinois 
destinations.  To  correct  the  maladjustment  we  prescribed  the 
application  to  the  intrastate  traffic  of  rates  on  the  interstate 
basis,  and  our  findings  and  conclusions  in  the  instant  case  are 
in  harmony  therewith. 

Upon  this  record  we  find  no  conditions  within  Illinois  so 
different  from  those  affecting  interstate  traffic  as  to  justify  the 
present  differences  in  rates.  Illinois  intrastate  traffic  is  not 
contributing  its  just  proportion  of  the  revenues  of  the  carriers, 
measured  by  the  statutory  rate  of  return  "upon  the  aggregate 
value  of  the  railway  property  of  such  carriers  held  for  and  used 
in  the  service  of  transportation."  The  record  establishes  that 
the  present  intrastate  charges  for  freight  services  and  for  the 
transportation  of  milk  and  cream  by  the  steam  railroads  subject 
to  our  jurisdiction  and  by  the  Chicago,  Lake  Shore  &  South 
Bend  Railway  and  the  receiver  of  the  Aurora,  Elgin  &  Chicago 
Railroad  on  the  third-rail  division  of  that  line,  in  Illinois,  lower 
than  the  just  and  reasonable  corresponding  interstate  rates  and 
charges  authorized  in  and  established  in  the  eastern  group,  in- 
cluding the  Illinois  district,  pursuant  to  Ex  Parte  74,  afford  in- 
trastate traffic  and  shippers  and  localities  within  the  state  un- 
due preference  and  subject  interstate  traffic  and  shippers  and 
localities  outside  the  state  to  undue  prejudice,  and  unduly,  un- 
justly, and  unreasonably  discriminate  against  interstate  com- 
merce. 

We  are  of  opinion  and  find  that  to  remove  the  unlawful 
preference,  prejudice,  and  discrimination  found  to  exist,  charges 
for  freight  services  and  rates  for  the  transportation  of  milk  and 
cream  intrastate  in  Illinois,  in  effect  August  25,  1920,  should  be 
increased  in  amounts  corresponding  to  those  authorized  in  In- 
creased Rates,  1920,  and  Authority  to  Increase  Rates,  supra,  with 
respect  to  the  interstate  rates  and  charges  in  the  eastern  group 
and  including  the  Illinois  district.  These  findings  shall  not, 
however,  be  construed  as  prohibiting  the  restoration  or  establish- 
ment of  proper  differentials  as  between  coal  mines  in  Illinois 
and  Indiana. 

An  appropriate  order  will  be  entered. 

Hall,  Eastman  and  Potter,  Commissioners,  dissent. 

Order 

It  is  ordered.  That  tlie  following;  common  carriers  •  *  »  according 
hey  respectively  participate  in  the  transportation,  be.  and  they  are 
Inrtl,  y>  no''%d  and  required  to  cease  and  desist  from  practicing  the 
nH^in  Prejudice,  undue  preference  and  advantage,  and  unjust  dis- 
crimination found  in  said  report  to  exist,  and  to  establish,  put  In 
force,  and  maintain  rates  and  charges  for  freight  services  and  for  the 
»t^Pn°f  n.-°ni  °f  ^"^  lnd,  cream  in  intrastate  commerce  within  thi 
state  of  Illinois  which  shall  exceed  the  rates  and  charges  of  the  car- 
rorrp^n^ i  ^"li,*"?  aPPllcab'e  to  ?"<*  transportation  in  amounts 
corresponding  to  the  increases  heretofore  made  by  the  carriers,  now 
In  effect;  under  Ex  Parte  74.  referred  to  in  said  report,  in  said  car- 
riers rates  and  charges  for  freight  services  and  for  the  transportation 
of  milk  and  cream  in  interstate  commerce  within  the  state  of  Illinois 
and  between  points  in  the  state  of  Illinois  and  points  in  other  state; 
in  the  eastern  group,  including  the  Illinois  district 

l»fnrV?hfUr7tthherH°rderfed1wTh£t  &£  order  shal1  become  effective  on  or 
before  the  7th  day  of -March.  1921,  upon  notice  to  this  Commission 
and  to  the  general  public  by  not  less  than  five  days'  flliror  and  newt  mr 
m  the  manner  prescribed  in  section  6  of  the  Interstate  Commerce  Act 
6  "nt"  the  further  order  of  this  Conrmi^monfn  the 


RATE  ON  BARLEY  MALT 

The  Commission  hag  dismissed  No.  11108,  Kurth  Malting  Co 


.  ,  o 

'"  ,G,rKat,?rrthern'  °Pinion  No-  6582-  60  I.  C.  C.  114-5,  holding 
the  70.5  cents  on  barley  malt  from  Great  Falls,  Mont    to 
Uwaukee  was  not  unreasonable  or  otherwise  unlawful,  not- 

g  n      .the  rate  °n  barley  ltself  was  only  43-5  cents 
usually  there  is  not  such  a  great  spread  between  any 

the  rate  on  the 


tice  in  western  territory  to  establish  the  same  rates  on  barley  and 
barley  malt. 

Commissioner  Eastman,  in  a  dissenting  opinion,  said  that 
because  barley  malt  may  not  now  be  produced  at  Montana  is 
no  reason  for  withholding  a  finding  of  undue  prejudice  and  a 
failure  to  establish  a  proper  relationship  between  barley  and 
barley  malt  as  has  been  done  with  wheat  and  flour. 

"An  improper  relationship  which  threatens  harm  is,  I  think, 
as  unlawful  as  one  which  is  now  causing  harm,"  said  Eastman. 
He  did  not  indicate  whether  he  thought  barley  malt  might  some 
time  again  be  produced  for'its  most  obvious  or  for  some  use  not 
now  suspected. 


SULPHURIC  ACID  IN  TANK  CARS 

An  order  of  dismissal  has  been  made  in  No.  11278,  Midland 
Refining  Co.,  vs.  Missouri  Pacific  et  al.,  opinion  No.  6586,  60  I.  C. 
C.  125-7,  the  Commission  holding  that  the  rate  on  sulphuric  acid 
in  tank  cars  from  Coffeyville  to  El  Dorado,  Kans.,  imposed  on 
shipments  in  October,  1918,  was  not  unreasonable.  A  class  com- 
bination of  35  cents  was  assessed  and  collected.  On  October  30, 
1918,  a  commodity  rate  of  21.5  cents  was  established.  The  fourth 
class  rate  was  applied.  The  contention  was  that  it  was  unrea- 
sonable to  apply  the  class  rate  when  the  commodity  usually 
moves  on  a  commodity  rate  lower  than  fourth.  The  defendant 
objected  to  reparation  to  the  subsequently  established  commodity 
rate  because,  it  testified,  there  has  never  been  a  movement  under 
it  tending  to  prove  that  the  movement  was  sporadic. 

Commissioner  Eastman,  in  a  dissenting  opinion  said  the 
theory  that  the  class  rate  is  the  proper  one  to  apply  in  cases  of 
sporadic  movement  was  right  in  principle  but  he  said  it  should 
not  be  too  rigidly  applied.  He  said  that  the  Commission  itself 
has  frequently  established  scales  of  commodity  rates  based  on 
distances  which  would  hardly  have  been  done  if  there  were  a 
steady  movement  on  the  class  rates.  He  said  that  sulphuric  acid 
is  produced  at  Coffeyville  and  that  even  when  the  commodity  rate 
of  21.5  cents  was  established  it  was  higher,  distance  considered, 
than  other  commodity  rates  on  sulphuric  acid  in  that  part  of 
the  country. 


REPARATION  FOR  DEMURRAGE 

An  award  of  reparation  has  been  made  in  No.  10428,  E.  E. 
Delp  Grain  Company  vs.  Philadelphia  &  Reading  et  al.,  opinion 
No.  6569,  59  I.  C.  C.  755-7,  on  account  of  illegally  assessed  demur- 
rage charges  on  14  carloads  of  salvaged  oats  held  at  Port  Rich- 
mond, Pa.,  after  they  had  ben  shipped  there  from  New  York. 

The  oats  in  question  were  taken  from  a  leaking  vessel  in 
New  York  and  shipped  to  the  elevator  of  the  Philadelphia  Grain 
Elevator  Company,  controlled  by  the  Philadelphia  &  Reading, 
for  drying.  That  was  a  commercial  transaction  for  which  the 
complainant  made  arrangements  in  February,  1918.  In  April 
the  elevator  company  began  suggesting  to  the  complainant  that 
it  send  no  more  oats  to  be  dried  because  the  elevator  company 
could  not  say  how  soon  they  could  be  handled.  There  were  then 
16  cars  of  oats  awaiting  drying. 

Complainants,  to  help  out  the  elevator  company,  suggested 
that  the  railroad  make  a  special  rate  on  the  oats  to  Baltimore  so 
that  it  could  ship  the  delayed  cars  to  that -point  for  drying. 
Nothing  came  of  that  proposal.  Fourteen  cars  remained  on  the 
Reading's  tracks  until  May  6,  when  the  railroad  threatened  to 
sell  the  oats  for  demurrage.  Thereupon,  the  complainant  paid 
the  demurrage  and  war  tax,  the  former  amounting  to  $2820. 

The  Commission,  in  disposing  of  the  case,  said  the  tariff 
rules  were  defective  in  that  they  did  not  distinguish  between 
the  commercial  and  transportation  services  the  elevator  offered 
to  perform.  It  held  that  the  demurrage  charges  were  not  pro- 
vided for  in  the  tariff  and,  therefore,  not  legally  assessed,  and 
directed  the  return  of  the  $2820  demurrage. 

The  tariff  rule  provides  that  demurrage  will  not  be  assessed 
on  bulk  grain  sent  to  the  elevator  "except  when  ordered  by 
shipper  or  consignee  to  be  held  in  cars  or  reconslgned  for  do- 
mestic delivery." 

The  Commission  pointed  out  that  the  grain  was  not  held  Jn 
cars  for  the  consignee  or  reconsigned  for  domestic  delivery.  It 
pointed  out  that  the  change  in  destination  was  made  only  b» 
cause  of  the  threat  to  sell  oats  held  for  drying  simply  because 
the  elevator  company  could  not  handle  them  as  fast  as  the  com- 
plainant sent  them  to  Port  Richmond. 


RATE   ON   FROZEN  MEAT 

Reparation  has  been  awarded  in  No.  11012,  Swift  &  Co.  vs.   ! 
Southern  Pacific  et  al.,  opinion  No.  6571,  60  I.  C.  C.  1-4,  on  ac-  j 
count  of  an  unreasonable  rate  on  frozen  meat  from  South  San 
Francisco  to  New  York,   for  export.     The  carriers   imposed   a 
domestic  commodity  rate  of  $2.475.    The  complainant  contended 
for  reparation  to  the  basis  of  the  export  rate  of  $1.50  in  effect   ; 
at  the  time  of  the  movement.    The  Commission,  in  a  report  to 
which    Mr.   Hall    wrote   a   dissent,    thought   that,   regardless    of 
whether  the  meat  was  a  domestic  or  an  export  shipment,  the 
rate  was  unreasonable   to  the  extent   that   it   pxoppdpd   $2.   and 
.awarded   reparation   to  that   basis. 
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Kills  of  lading  were  marked'  "for  export— lighterage  free," 
although  tlu>y  were  made  out  to  a  subsidiary  of  the  complainant 

\ew  York.  Three  million  pounds  were  sold  to  the  govern- 
ment, F.  0.  B.  New  York,  and  were  delivered  to  the  government, 
sent  them  In  army  transports  to  France. 

Under  the  tariffs  export  rates  for  the  rail  haul  In  the  United 
States  applied  only  where  the  final  foreign  destination  was 

ivn.  That  could  not  be  shown  In  these  shipments  because 
i  lie  government  desired  to  preserve  secrecy  as  to  ship  move- 
nents. 

Commissioner  Hall  said  no  European  destination  could  have 
been  given  under  the  terms  of  the  contract,  because  Swift  & 
Co.  did  not  know  where  the  meat  was  to  be  sent.  He  said  that 
out  of  the  whole  3,000,000  pounds  only  22  carloads  were  shipped 
from  the  San  Francisco  plant  and  that  the  applicable  com- 
modity rate  of  $2.475,  being  less  than  the  third  class  rate,  which 
is  what  is  usually  applied  on  fresh  meat,  could  not  by  any  test  be 
called  unreasonable. 


COAL  FROM  EASTERN  KY.  R.  R.  MINES 

In  an  order  on  No.  10971,  Little  Fork  Coal  Company  vs.  East- 
ern Kentucky  Railway  Co.,  Director-General,  et  al.,  opinion  No. 
6648,  59  I.  C.  C.  693-8,  the  Commission  ordered  the  defendants 
to  establish  rates  on  coal  from  mines  on  the  Eastern  Kentucky, 
south  of  Hitchens,  Ky.,  to  Cincinnati,  no  higher  than  those  col- 
lected by  them  from  groups  Nos.  2  and  3  in  the  Kanawha  dis- 
trict, group  No.  4  in  the  Kentucky  district,  and  No.  5  In  the 
Big  Sandy  district. 

The  Commission  held  that  the  rates  imposed  were  unreason- 
able and  unduly  prejudicial  to  the  extent  that  they  exceeded 
and  exceed  rates  contemporaneously  maintained  from  the  east- 
ern Kentucky  districts  and  the  Kanawha  districts  in  West 
Virginia. 

The  case,  was  akin  to  the  Sewell  Valley  case  (58  I.  C.  C.  261) 
and  Hughes  Creek  Coal  Company  vs.  Kanawha  &  Michigan 
(29  I.  C.  C.  671)  in  that  the  Eastern  Kentucky  is  an  independent 
railroad  with  which  the  Chesapeake  &  Ohio  opposed  joint  rates 
on  the  group  basis.  The  Eastern  Kentucky  also  opposed  joint 
rates  on  the  district  basis  on  the  ground  that  such  rates  would 
require  it  to  shrink  its  revenue.  The  rates  were  made  on  the 
basis  of  full  combination,  50  and  55  cents  per  ton  higher  than 
the  junction  point  rate. 

Before  the  case  was  begun,  the  carriers  offered  to  estab- 
lish'joint  rates  via  Riverton  insted  of  Hitchens  20  and  25  cents 
over  the  junction  point  rates  so  as  to  save  the  Chesapeake  & 
Ohio  a  haul  of  40  miles  through  congested  districts.  The  Com- 
mission held  that  the  complainant  was  entitled  to  reparation  for 
the  amount  paid  the  Eastern  Kentucky  for  the  haul  to  Hitchens. 
The  Commission  said  that  the  carriers  might  apply  to  it  for 
authority  to  establish  the  rates  via  Riverton  instead  of  Hitchens, 
if  they  so  desired. 


GAS  OIL,  GUSHING  TO  NEODESHA 

An  order  of  reparation  has  been  made  in  No.  11186,  Shaffer 
Oil  &  Refining  Company  et  al.  vs.  M.  K.  &  T.  et  al.,  opinion  No. 
6581,  60  I.  C.  C.,  110-13,  the  Commission  holding  that  a  rate  of 
19.5  cents  on  gas  oil  in  tank  cars  from  Gushing,  Okla.,  to  Neo- 
desha,  Kan.,  was  unreasonable  and  unduly  prejudicial  because 
and  to  the  extent  that  it  exceeded  a  rate  of  14.5  cents.  Repara- 
tion is  to  be  made  to  that  basis. 

Defendants  objected  to  a  comparison  of  the  rate  of  19.5  cents 
with  the  subsequently  established  rate  of  14.5  cents  on  the  ground 
that  the  subsequently  established  rate  was  put  in  to  afford 
Gushing  a  relatively  more  favorable  adjustment  with  respect  to 
the  rates  from  other  Oklahoma  points  and  not  because  it  was 
intrinsically  unreasonable.  They  asserted  that  the  northbound 
rates  on  oil  from  Oklahoma  points  were  on  a  relatively  low  basis, 
due  to  the  fact  that,  when  oil  was  first  discovered  in  the  Kansas 
field,  low  rates  were  made  effective  from  points  in  that  field 
to  the  distributing  centers  of  Kansas  City  and  St.  Louis  because 
of  the  low  rates  already  in  effect  to  those  points  from  refineries 
on  or  near  the  Mississippi  River;  that  when  the  Oklahoma  oil 
field  was  opened  the  rates  from  it  were  constructed  with  refer- 
ence to  the  rates  from  Kansas  points,  the  result  being  blanket 
rates  applying  generally  from  these  two  fields  to  distributing 
centers,  without  reference  to  distance  or  service.  They  further 
contended  that  the  Kansas  rates  had  been  kept  low  by  state  laws 
and  that  this  has  resulted  in  keeping  the  northbound  rates  from 
Oklahoma  points  at  a  low  level. 

The  Commission  admitted  that  there  was  no  uniformity  in 
the  rates,  but  pointed  out  that  the  carriers  had  made  no  attempt 
to  justify  the  charging  of  higher  rates  on  gas  oil  than  on  crude 
r  fuel  oils  between  the  same  points.  It  further  said  that  there 
were  no  convincing  reasons  advanced  for  the  maintenance  by 
the  Director-General  of  lower  rates  on  gas  oil  from  Oklahoma 
points  more  distant  from  Cushing  to  Neodesha  and  other  Kansas 
destinations. 


GRAIN,  ETC.,  CHICAGO  TO  KANSAS  CITY 

In  a  report  written  by  Commissioner  Hall  on  I.  &  S.  No. 
142,    "Grain    and    Grain    Products,    Chicago    to    Kansas-  City," 


opinion  No.  6587,  6U  I.  C.  (  .  12H-32,  the  CommiBslori  has  held  a* 
justified  increased  local  rates  on  grain  and  grain  products  from 
the  St.  Louis,  Peorla,  Chicago,  St.  Paul  and  the  northern  penin- 
sula of  Michigan  to  Kansas  City,  Mo.-Kan.,  and  has  vacated  and 
set  aside  the  suspension  order- as  of  March  5. 

Vacating  this  order  has  the  effect  of  making  the  westbound 
Iteat  rates  on  grain  and  gram  products  from  the"  groups  men- 
tioned as  high  as  those  in  the  opposite  direction,  but  higher  than 
the  eastbound  proportionals.  'The  Increases  were  sought  by  the- 
railroads  as  part  and  parcel  of  the  scheme  for  restoring  the 
equalization  that  existed  prior  to  General  Order  No.  28  and  the 
permissive  order  in  Ex  Parte  No.  74.  With  a  few  exceptions, 
the  Increases  in  the  local  rates  will  be  as  follows:  From  the  St. 
Louis  group,  2  cents;  from  the  Peoria  and  Chicago  group,  2.5 
cents,  and  from  the  St.  Paul  group,  .5  cent.  The  increases  from, 
points  outside  the  groups  mentioned  range  from  .5  to  2.5  cents, 
with  a  few  increases  of  3  and  4  cents. 

Kansas  City  grain  interests  acting  through  the  Board  of 
Trade  procured  the  suspension  of  the  tariffs.  They  contended 
that  they  should  have  the  power  to  draw  grain  from  east  of 
Kansas  City  for  shipment  to  the  southwest  on  terms  of  equality 
with  the  rates  from  points  west  of  Kansas  City  to  points  In  the 
east,  inasmuch  as  there  are  no  proportional  rates  from  points 
east  of  Kansas  City,  the  locals  have  been  used.  They  argued 
that  the  existing  local  rates  in  effect  are  proportionals  and  that 
if  they  should  be  Increased,  it  would  be  the  same  as  making  the 
proportional  rate  westbound  higher  than  eastbound  in  defiance 
of  the  general  scheme  of  having  equal  rates  in  both  directions. 

The  Kansas  City  interests  also  laid  emphasis  on  the  fact 
that,  since  June  24,  1918,  the  percentages  of  increase  in  the 
rates  on  coarse  grain  have  been  much  greater  than  the  rates  on 
wheat.  Commissioner  Hall  disposed  of  their  observations  on 
that  head  by  remarking  that  bringing  the  coarse  grain  up  to  the 
level  of  rates  on  wheat  was  ordered  by  Director-General  McAdoo 
'and  approved  by  the  Commission  in  National  Council  Farmers' 
Association  vs.  Director-General  (56  I.  C.  C.,  399).  He  said  that 
neither  the  protestant  nor  respondent  produced  any  figures 
showing  the  tonnage  of  grain  moving  from  St.  Louis  Peoria 
Chicago  or  St.  Paul  to  Kansas  City.  He  said  it  was  not  claimed 
that  tonnage  westbound  equaled  or  exceeded  that  moving  east- 
bound  at  local  rates,  particularly  that  originating  at  stations  In 
western  Iowa  and  Missouri  from  which  the  rates  to  eastern 
grain  markets  were  made  with  relation  to  the  local  rates  from 
the  Missouri  River  points.  While  he  did  not  say  so,  the  implica- 
tion was  that  If  the  westbound  tonnage  had  been  shown  to  be 
equal  to  or  greater  than  the  eastbound,  the  decision  might  be 
otherwise.  On  the  record,  however,  as  made,  he  said,  the  Com- 
mission had  found  that  the  increases  had  been  justified. 

RATE  ON  CRUDE  PETROLEUM 

The  Commission  has  dismissed  No.  10804,  Barnett  Oil  & 
Gas  Co.  vs.  Louisville  &  Nashville  et  al.,  opinion  No.  6547,  59 
I.  C.  C.  689-92,  holding  that  a  rate  of  29  cents  on  crude  petroleum 
in  tank  cars  from  Irvine  and  Beattyville,  Ky.,  to  Blue  Island, 
111.,  within  the  Chicago  switching  district  was  and  is  not  un- 
reasonable or  unduly  prejudicial. 

It  was  the  contention  of  the  complainant  that  the  rate  of 
29  cents  was  unreasonable  and  unduly  prejudicial  in  comparison 
with  a  rate  of  24.5  cents  from  the  mid-continent  fields  in  Kan- 
sas and  Oklahoma  to  Chicago.  It  sought  a  rate  as  low  as  from 
the  mid-continent  fields.  The  Western  Petroleum  Refiners' 
Association  Intervened  in  support  of  the  complaint.  The  rates 
mentioned  in  the  report  were  those  in  effect  prior  to  August  26 
1920. 

Fourteen  points  of  production  in  eastern  Kentucky  were 
involved  In  the  attack  on  the  rate.  The  average  distance  to 
Louisville  and  Cincinnati  is  143  miles,  and  the  distance  to  Chi- 
cago an  average  of  309,  making  a  total  average  distance  of  452 
miles.  In  its  rate  comparisons  the  complainant  showed  that 
the  revenue  per  ton-mile  from  eastern  Kentucky  amounted  to 
12.8  mills  and  a  car-mile  of  38.1.  cents,  all  based  on  a  9,000- 
gallon  tank  car.  The  mid-continent  rates,  it  showed,  yielded,  for 
greater  distances,  ton-miles  ranging  from  6.2  to  9.6  mills,  and 
car-miles  ranging  from  20.7  to  32  cents. 

In  behalf  of  the  railroads,  it  was  stated  that  the  eastern 
Kentucky  oil  originates  on  branch  lines  that  traverse  a  moun- 
tainous country  where  operation  is  difficult  and  where  but  little 
is  produced  in  the  way  of  tonnage  except  oil,  coal  and  lumber; 
that  these  branch  lines  could  not  be  profitably  operated  prior 
to  their  acquisition  by  the  L.  &  N.;  that  the  density  of  tonnage 
Is  much  less  south  than  north  of  the  Ohio  River  and  that  the 
transportation  to  Chicago  is  from  one  rate  territory  to  another 
and  over  at  least  two  lines.  The  transportation  to  Chicago  from 
the  mid-continent  fields,  they  showed,  in  the  case  of  two  of  the 
important  oil  carrying  lines,  the  Santa  Fe  and  Rock  Island,  is 
over  a  single  line,  and  that  tonnage  and  transportation  condi- 
tions from  the  mid-continent  fields  in  other  respects  are  more 
favorable  than  the  eastern  Kentucky  fields.  The  carriers  further 
pointed  out  that  if  the  rates  from  eastern  Kentucky  to.  Chicago 
were  reduced,  it  would  be  necessary  for  the  L.  &  N.  to  accept 
a  lower  rate  to  Cincinnati  and  Ixmisvllle  on  Chicago  oil  than  on 
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oil  to  other  points  in  Central  Freight  Association  terrtory,  or 
to  requre  the  lines  opeating  from  Cincinnati  and  Louisville  to 
Chicago  to  depart  from  the  general  basis  for  rates  on  oil  in  that 
territory. 

TRACKAGE  CHARGE  ON  LOADED  CARS 

In  a  report  on  I  and  S  No.  1220,  "Trackage  Charge  on  Loaded 
Cars,"  opinion  No.  6589,  60  I.  C.  C.  134-5,  the  Commission  ex- 
cluded the  Chicago  &  West  Ridge  Railroad  from  the  company  of 
common  carriers,  holding  that  it  had  no  business  there  because 
it  performs  no  carrier  service,  owning,  as  it  does,  merely  2.5 
miles  of  track  extending  from  Weber,  111.,  to  point  outside  the 
limits  of  Chicago,  to  Peterson  avenue,  the  last  named  being  a 
point  within  the  city  limits. 

The  road  serves  two  brick  plants,  one  of  which  is  controlled 
by  the  president  of  the  Chicago  &  West  Ridge.  The  other  brick 
plant  is  owned  by  the  protestant  who  objected  to  the  proposal 
of  the  road  to  increase  its  track  storage  charge  from  $1  to  $3  per 
car.  The  tariff  proposed  a  charge  of  f 3  for  each  car  under  load 
set  upon  and  each  car  under  load  taken  from  the  tracks  of  the 
road  that  has  been  told  to  be  gone  from  the  company  of  common 
carriers. 

A  provision  in  the  tariff  now  on  file  says :  "Permission  to  use 
the  tracks  of  the  Chicago  &  West  Ridge  Railroad  Company  must 
be  secured  from  Mr.  B.  F.  Weber,  president  of  the. Chicago  & 
West  Ridge  Railroad  Company."  The  report  says  the  Chicago  & 
North  Western  uses  the  track  without  charge. 

The  tariff  imposing  a  charge  of  $1  per  car  and  the  one  pro- 
posing to  increase  the  charge  to  ?3  per  car  are  to  be  stricken 
from  the  flies  of  the  Commission. 


DEMURRAGE  UNDER  AVERAGE 
AGREEMENT 

An  act  of  God  cannot  be  successfully  pledged  in  mitigation 
of  elimination  of  demurrage  charges  accruing  under  the  average 
agreement.  Therefore,  the  Commission  has  dismissed  No.  10882, 
Mount  Hood  Railroad  Company  vs.  Oregon-Washington  R.  R.  and 
Navigation  Co.  et  al.,  opinion  No.  6583,  60  I.  C.  C.  116-19,  holding 
that  the  demurrage  charges  assessed  under  the  average  agree- 
ment against  cars  furnished  the  Mount  Hood  by  the  principal 
defendant  were  legally  applicable  notwithstanding  that  the  de- 
tention of  the  cars  was  due  to  the  fact  that  a  flood  washed  out  a 
part  of  the  Mount  Hood  tracks  and  disaligned  its  trestle  across 
the  Hood  River  so  that  it  could  not  return  the  cars  within  a  rea- 
sonable time.  The  disability  of  the  complaining  road  lasted  from 
December  14,  1917,  to  January  20,  1918. 

Seventeen  cars  furnished  by  the  Oregon-Washington  were 
caught  and  held  on  the  rails  of  the  Mount  Hood  road  pending  re- 
construction of  the  road.  The  relation  between  the  trunk  line 
and  the  short  line  railroad  was  that  of  carrier  and  shipper  operat- 
ing under  the  average  agreement.  The  Mount  Hood  claimed  that, 
inasmuch  as  a  carrier  is  exempted  from  liability  arising  through 
acts  of  God,  there  should  be  such  an  exemption  of  the  shipper  as 
to  demurrage  caused  by  acts  of  God.  It  contended  that  the  cars 
were  not  held  for  loading  or  unloading. 

The  Oregon-Washington  was  responsible  to  its  connections 
for  the  detention  of  cars  under  the  per  diem  rules,  regardless  of 
acts  of  God.  It  therefore  had  to  account  for  the  seventeen  cars 
held  by  reason  of  the  misfortune  to  the  Mount  Hood  railroad.  The 
Commission,  following  the  principles  laid  down  in  the  Drummond 
case,  21  I.  C.  C.  567,  Davis  Sewing  Machine  case,  51  I.  C.  C.  191 
and  other  cases  of  like  character,  held  against  the  contention  of 
the  Mount  Hood  and  said  that,  subject  to  the  correction  of  errors 
in  the  computation,  it  should  pay  the  demurrage  charges  because 
they  had  not  been  shown  to  be  unreasonable. 

In  a  concurring  opinion  Commissioner  Aitchison  took  occa- 
sion to  point  out  what  he  said  was  the  unsuitability  of  demurrage 
arrangements  as  a  rule  of  compensation  for  the  interchange  and 
detention  of  cars  as  between  common  carriers.  He  said  that 
while  this  was  a  case  of  obvious  hardship,  the  Mount  Hood  hav- 
ing contracted  to  accept  the  benefits  of  the  average  agreement, 
it  must  take  it  also  subject  to  its  inherent  disadvantages. 

CAR  DISTRIBUTION  PRACTICE 

Application  for  cars  ahead  of  other  shippers  does  not  give 
the  early  applicant  the  right  to  have  his  order  completely  filled 
ahead  of  competitors.  The  "early  bird"  in  the  scramble  for 
cars  must  take  his  chances  with  the  others  who  need  such  trans- 
portation facilities  when  the  time  comes  for  the  distribution  of 
cars  and  the  forwarding  of  their  lading. 

The  foregoing,  it  is  believed,  is  the  main  point  of  the  Com- 
mission's decision  in  No.  11213,  S.  J.  Hawkins  vs.  Oregon  Short 
Line.  Director-General,  et  al.,  opinion  No.  6564,  59  I.  C   C    730-2 
'hich  complaint  the  Commission  has  dismissed.     It   held   that 
lefendantfl'  practice  in  distributing  cars  for  the  shipment 
f  potatoes   and   other  commodities   from    Rupert,   Idaho    and 
i  acent  points  was  not  shown  to  have  been  or  to  be  unreason- 
able, unjustly  discriminatory  or  unduly  prejudicial 

mmissioner  Aitchison,  who  wrote  the  report,  said  that  the 


complainant  contended  that  the  method  of  car  distribution  was 
unjust  and  unreasonable  because  it  disregarded  its  prior  right 
to  the  total  number  of  refrigerator  cars  ordered,  as  his  orders 
were  filed  before  any  of  the  others. 

"This  view  of  the  carriers'  obligation  may  be  that  of  a 
particular  shipper,  but  we  must,  in  regulating  the  carriers' 
practices,  consider  the  rights  and  welfare  of  the  entire  shipping 
public,"  said  Commissioner  Aitchison.  "So  viewed,  complainants' 
contention  is  without  merit;  and  in  reaching  this  conclusion, 
we  are  not  to  be  understood  in  approving  in  all  respects  the 
method  of  distribution  followed  by  the  carriers." 

Complainant  operates  an  alfalfa  mill  at  Rupert.  He  also 
deals  in  potatoes  for  which  he  contracts  with  the  farmers  before 
they  are  dug.  For  alfalfa  meal,  he  orders  ordinary  box  cars;  for 
potatoes  he  orders  refrigerators.  Long  before  the  potatoes  are 
ready  for  shipment  he  estimates  the  volume  of  the  shipment 
from  each  station  during  the  season  and  places  orders  with  the 
various  station  agents  for  cars  to  be  furnished  on  certain  days 
when  the  potatoes  will  be  ready  for  delivery  by  the  farmers. 
His  complaint  covered  the  shipping  seasons  of  1916,  1917  and 
1918. 

Owing  to  the  general  car  shortage  in  those  years,  the  Ore- 
gon Short  Line  agents  distributed  available  cars  for  potatoes  by 
arranging  the  orders  according  to  the  dates  on  which  they  were 
filed.  Disregarding  the  number  of  cars  ordered,  the  agents  as- 
signed, during  those  years,  the  first  car  to  the  shippers  who  first 
ordered  cars,  the  second  car  to  the  shipper  who  next  ordered, 
and  so  on  throughout  the  shipping  season. 

Commissioner  Aitchison  said  the  evidence  as  to  the  number 
of  cars  ordered  and  the  number  of  cars  furnished  was  in  irrecon- 
cilable conflict. 

Among  the  allegations  was  that  the  defendants  favored 
shippers  in  Oregon  and  Washington  by  furnishing  cars  to  the 
Oregon-Washington  R.  R.  &  Nav.  Co.,  Western  Pacific  and  South- 
ern Pacific,  that  should  have  been  furnished  to  Idaho  shippers 
and  particularly  to  complainant.  The  Commission  said  that  the 
evidence  did  not  support  the  allegation  of  unjust  discrimina- 
tion, but  in  saying  that  it  wished  to  be  understood  that  it  was 
not  passing  upon  the  question  of  the  duty  of  one  carrier  t& 
first  supply  the  needs  of  shipperse  on  its  own  lines  before  in- 
terchanging cars  with  connecting  lines  for  the  use  of  shippers  on 
such  connecting  lines. 


MIXED  FEED  TRANSIT  AT  KAS.  CY. 

An  order  requiring  the  Burlington  and  the  Kansas  City 
Southern  to  establish  transit  at  Kansas  City  on  or  before  April 
4  on  mixed  feed  containing  more  than  twenty  per  cent  of  mo- 
lasses has  been  made  in  No.  11506,  Atlas  Cereal  Co.  vs.  C  B.  & 
Q.  et  al.,  opinion  No.  G550,  59  I.  C.  C.  702-4.  The  Commission  in 
a  report  made  by  Mr.  Woolley  held  that  the  tariff  rules  of  the 
two  carriers  mentioned  denying  transit  on  mixed  feed  containing 
more  than  twenty  per  cent  of  molasses  were  unreasonable  and 
unduly  prejudicial  because  they  permitted  transit  on  mixed  feed 
having  twenty  per  cent  or  more  of  molasses,  at  St.  Joseph,  Mo., 
under  like  circumstances  and  conditions.  The  Kansas  City 
Southern  was  not  represented  at  the  hearing.  In  its  behalf  it 
was  stated  on  the  record  that  it  intended  to  allow  transit  at 
Kansas  City.  The  order,  however,  to  establish  transit  was  made 
to  run  against  that  carrier,  because  on  the  record  it  was  also 
discriminating. 


CHARGES  ON  EMPTY  CARS 

The  Commission  has  dismissed  No.  11165,  G.  Weissbaum  & 
Co.  vs.  Director-General  as  Agent,  opinion  No.  6554,  59  I.  C.  C. 
711-2,  holding  that  the  charges  on  empty  cars  on  their  own  wheels 
from  El  Paso,  Tex.,  to  San  Francisco,  Cal.,  were  not  unreason- 
able or  otherwise  unlawful.  The  Commission  also  found  that 
the  cars  were  not  misrouted.  The  case  arose  over  the  refusal 
of  the  Southern  Pacific  to  accept  the  cars  for  transportation  on 
June  5,  1918.  The  Santa  Fe  accepted  the  cars  and  transported 
them.  The  rate  via  either  route  was  the  same,  namely,  10  cents  a 
mile,  but  the  complainant  claimed  reparation  because  the  Santa 
Fe  route  is  longer  and  the  resulting  charges  were  higher.  Both 
roads  were  under  federal  control  and  the  complainant  claimed 
that  the  charges  should  have  been  based  on  the  short  line.  The 
Southern  Pacific,  however,  had  no  record  of  its  having  refused 
the  cars. 


RATE  ON  IRON  PIPE 

In  a  report  on  No.  11051,  Cosden  Oil  &  Gas  Co.  vs.  A.  T.  &  S. 
F.  et  al.,  opinion  No.  6551,  59  I.  C.  C.  705-6,  the  Commission  has 
held  unreasonable  a  triple  combination  rate  of  77  cents  on 
wrought  iron  pipe  from  Shamrock,  Okla.,  to  Virgil,  Kan.,  and  has 
ordered  reparation  down  to  the  basis  of  a  rate  of  62.5  cents.  The 
shipments,  two  in  number,  originated  on  the  Sapulpa  &  Oilfield 
Railway  and  moved  in  connection  with  that  carrier,  now  owned 
by  the  Santa  Fe,  and  over  the  Santa  Fe  and  the  Frisco  On  one 
shipment  a  rate  of  76.5  was  imposed  and  on  another  69.5.  The 
Commission  held  that  a  reasonable  rate  would  have  been  62.5 
cents  based  on  the  factors  of  26  cents  to  Tulsa  and  36.5  cents 
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beyond.    The  shipments  were  undercharged,  but  when  the  under- 
charges were  settled  and  reparation  made  to  the  basis  of  the 
cents,   the  railroads  owned  the  complainant   a   few  cents 
more  than   $100. 


BULL  WHEEL  ARMS,  TANKS,  ETC. 

An  order  in  No.  11298,  Parkersburg  Rig  &  Reel  Co.  vs. 
A.  T.  &  S.  F.  et  al.,  opinion  No.  6568,  59  I.  C.  C.  751-4,  requires 
the  carriers  on  or  before  May  16  to  establish  rates  on  wooden 
bull  wheel  arms,  cants  and  pins  from  Tulsa.  Okla.,  to  Albany, 
DeLeon,  Iowa  Park,  Mlngus,  Ranger  and  Strawn,  Tex.,  which 
shall  not  exceed  the  lumber  rates  from  and  to  the  same  points. 
The  same  order  requires  them  to  establish  rates  on  wooden  tanks 
K.  IX,  Including  necessary  iron  parts  not  exceeding  in  weight 
20  per  cent  of  the  weight  of  the  entire  car  load,  not  exceeding  by 
more  than  10  per  cent  the  rates  on  lumber  from  and  to  the 
same  points. 

This  order  is  based  on  a  finding  of  unreasonableness  and 
undue  prejudice  as  to  the  rates  on  bull  wheel  arms,  cants  and 
pins  and  wooden  tanks,  K.  D.,  including  necessary  iron  parts. 
Reparation  is  to  be  awarded  on  shipments  between  April  8, 
1918,  and  August,  1919. 

A  further  finding  is  that  rates  on  wooden  tank  material 
from  Billings,  Okla,,  to  Ranger,  Tex.,  were  not  unreasonable  or 
unduly  prejudicial. 

In  Fourth  Section  Order  No.  7835,  based  on  Leland's  appli- 
cation No.  700,  relief  was  denied  as  of  May  16,  the  application 
being  for  permission  to  continue  to  charge  rates  on  wooden  tank 
material  from  points  in  C.  F.  A.  territory  to  Strawn  and  Albany. 
Tex.,  which  are  lower  than  rates  contemporaneously  maintained 
from  Tulsa  and  other  intermediate  points. 


REPARATION  ON  LUMBER 

Reparation  has  been  awarded  in  No.  10818,  Lowry  Lumber 
Co.  vs.  Illinois  Central,  opinion  No.  6570,  59  I.  C.  C.  758-60,  on 
account  of  illegal  charges  on  a  carload  of  lumber  from  Luding- 
ton,  La.,  to  Cairo,  111.,  reconsigned  to  Indianapolis,  Ind.  The 
complainant  alleged  that  the  charges  were  based  on  an  erroneous 
weight.  The  Commission  found  that  they  were  illegal  to  the 
extent  that  they  exceeded  those  which  would  have  accrued  at 
the  joint  rate  of  26.5  cents,  plus  a  charge  of  $5  by  the  Cotton 
Belt  for  delivering. the  shipment  to  the  Illinois  Central  at  Cairo, 
and  a  reconsigning  charge  of  $5  for  the  Illinois  Central. 

Commissioner  Eastman  dissented  on  the  ground  that  only 
one  reconsignment  charge  should  have  been  assessed.  He 
thought  the  second'-charge-of  $5  was  based  on  what^seemed  to 
him  a  rather  unnecessarily  narrow  construction  of  the  tariff. 


INTERPLANT  SWITCHING  CHARGE 

An  award  of  reparation  based  on  a  finding  of  unreasonable- 
ness has  been  made  in  No.  11039,  Riverton  Lhne  Co.,  Inc.,  vs. 
Norfolk  &  Western  et  al.,  opinion  No.  6585,  60  I.  C.  C.  123-4. 
The  Commission  said  that  application  o'f  the  switching  rates  pro- 
vided by  General  Order  No.  28  after  June  25,  1918,  to  the  inter- 
plant  switching  of  the  complainant  at  Riverton,  Va.,  was  un- 
reasonable, the  June  25  rates  resulting  in  an  average  charge 
of  $17.06  per  car.  The  rate  prior  to  that  time  had  been  $2  per 
car.  The  Commission  held  that  $2.50  per  car  would  have  been 
reasonable  and  awarded  reparation  to  that  basis. 


REPARATION    ON    LUMBER,    SLATE,    BUILDING   TILE 

An  award  of  reparation  has  been  made  in  No.  11200,  John 
Lucas  &  Co.,  Inc.,  vs.  Atlantic  City  R,  R.  Co;  et  al.,  opinion  No. 
6555,  59  I.  C.  C.  713-14,  on  account  of  misrouted  shipments  ;of 
lumber,  hollow  building  tile  and  building  slate  from  West  Col 
lingswood  to  Lucaston,  N.  J.,  during  federal  control.  'The  alle- 
gation was  that 'the  rates  were  unreasonable,  but, the  Commis- 
sion found  that  me  applicable  rates  were  not  "unreasonaBIe.- 

RATE   ON   AMMUNITION 

In  a  report  on  No.  11428,  Lee  Hardware  Co.  vs.  A.  T.  & 
!.  P.  et  al.,  opinion  No.  6563,  59  I.  C.  C.  728-9,  the  Commission 
found  the  ocean  and  rail  rate  on  small  arms  ammunition  from 
Bridgeport  and  New  Haven,  Conn.,  and  points  taking  same  rates 
to  Safina,  Kan.,  were  and  are  unreasonable,  unlawful  and  unduly 
prejudicial  because  and  to  the  extent  of  their  excess  over  the 
rates  from  the  same  points  of  origin  to  Hutchison,  Kan.  Rates 
no  higher  than  to  Hutchison  are  to  be  established  on  or  before 
April  18. 


REPARATION    INCREASED 

At  a  cost  of  probably  ten  or  fifteen  times  the  amount  in- 
volved, the  Commission  has  made  a  supplemental  report  in  No. 
4792,  sub.  No.  1,  Plymouth  Coal  Company  vs.  Delaware,  Lacka- 
waima  &  Western,  opinion  No.  6588,  60  I.  C.  C.  138-9,  increasing 
the  award  of  reparation  to  the  complainant  from  $27,124.99  to 
$27,140.45.  The  award  was  made,  in  the  original  case,  on  account 
of  unreasonable  rates  on  prepared  sizes  of  hard  coal,  from 


Plymouth  and  other  points  In  Pennsylvania  to  New  York  lighter- 
age points,  moving  fourteen  or  fifteen  years  ago. 

BUILDING  TILE  AND  CEMENT 

In  a  report  on  No.  11208,  Condon  Baking  Company  vs.  At- 
lantic Coast  Line  et  al.,  opinion  No.  6596,  60  I.  C.  C.,  149-50,  the 
Commission  held  that  the  rates  charged  on  eight  carloads  of 
hollow  building  tile  and  two  carloads  of  cement  shipped  from 
the  North  Charleston  Port  Terminals,  S.  C.,  to  Charleston,  S.  C., 
in  September,  October  and  November,  1919,  were  illegal  because 
without  tariff  authority. 

The  Atlantic  Coast  Line  and  the  Southern,  which  moved  the 
tile  from  the  terminals  into  the  city,  Imposed  intrastate  distance 
class  scales  on  the  tile  and  per  car  charges  of  $11  and  $13.50  on 
the  cement,  20,000  minimum,  excess  in  proportion. 

The  Commission  held  that  there  was  no  tariff  authority  for 
the  charges  because  the  scales  used  were  intrastate  and  the  rule 
for  the  application  of  the  rates  from  the  more  distant  point  to 
an  intermediate  points  was  not  applicable,  because  the  terminals 
are  not  intermediate  to  any  stations.  Therefore  It  held  that,  as 
in  the  Memphis  Freight  Bureau  case,  17  I.  C.  C.,  90,  it  would 
have  to  determine  what  would  have  been  the  reasonable  rate  to 
apply.  It  held  that  a  rate  of  40  cents  per  ton,  $6.50  per  car  mini- 
mum, would  have  been  reasonable.  That  is  the  rate  for  intra- 
terminal  services  that  was  established  by  the  Railroad  Adminis- 
tration on  February  9  and  29,  1920,  to  cover  such  movements 
between  the  terminals  and  the  city. 

OILS  FROM  LA.  TO  LOUISVILLE 

In  a  report  written  by  Commissioner  Aitchison  on  No.  11088, 
Standard  Oil  Company  (Kentucky)  vs.  Illinois  Central  et  al., 
opinion  No.  6580,  60  I.  C.  C.,  105-9,  the  Commission  has  entered 
an  order  of  dismissal  holding  that  the  rate  of  28.5  cents  on  both 
crude  and  refined  oils  from  Shreveport  and  Crichton,  La.,  to 
Louisville  was  not  unreasonable  or  otherwise  unlawful  when 
the  shipments  in  question  were  moved  between  June  15,  1918, 
and  March  8,  1919.  Since  the  hearing  in  the  case  was  com- 
pleted, the  rate  has  been  increased  to  30  cents. 

Primarily  the  question  was  one  of  relationship  between  rates 
on  the  refined  and  the  unrefined  products  of  the  Louisiana  fields. 
In  the  big  mid-continent  rates  on  .oil  case  the  Commission  laid 
down  the  rule,  for  oil  originating  in  the  mid-continent  field,  that 
rates  on  crude,  fuel  and  gas  oils  should  be  5,  cents  per  100 
pounds  less  than  on  gasoline,  kerosene  and  other  refined  prod- 
ucts. 

In  this  case  the  complainant  endeavored  to  persuade  the 
Commission  that  that  rule  should  be  followed,  but  Commissioner 
Aitchison  adopted  the  view  of  the  carriers  that  the  rate  on 
petroleum  and  Its  products  from  the  Louisiana  fields,  made  in 
violation  of  the  ancient  rule  that  rates  should  be  based  on  the 
Ohio  River  combination,  was  sub-normal.  A  joint  rate  of  18 
cents,  instead  of  the  usual  combination,  was  put  in  from  the 
Louisiana  wells  in  1905  in  an  effort  to  save  some  refiners  at 
Georgetown  and  Fayette,  Ky.,  whose  supply  of  Kentucky  crude 
had  been  bought  by  competitors.  That  rate,  increased  to  22.5 
cents,  remained  in  effect  until  after  the  filing  of  the  complaint. 
The  carriers  said  they  thought  it  had  been  wholly  eliminated 
from  their  tariffs,  because  the  refineries  for  whose  benefit  it  was 
made  were  dismantled  in  1912  or  thereabouts. 

In  1915  Louisiana  producers  induced  the  St.  Louis  South- 
western, which,  according  to  the  report,  had  little  or  no  interest 
in  oil  rates  west  of  the  Mississippi,  to  make  a  rate  of  24  cents 
to  Louisville.  That  rate,  increased  under  Freight  Rate'  Au- 
thority No.  96  to  28.5  cents,  was  attacked,  with  a  suggestion  that 
a  rate  on  crude,  gas  and  fuel  oils  of  22.5  cents  was  a  proper  one. 

In  support  of  its  contention  that  the  rate  of  28.5  cents  was 
high  enough  for  refined  oil  to  Louisville,  the  complainant  pointed 
out  that  the  rate  on  refined  oil  from  Shreveport  to  Chicago'wfcs 
only  31.5  cents,  or  3  cents  over  the  Louiscille  rate,  while  .the 
usual  difference  between  Louisville  and  Chicago  on  articles 
rated  fifth  class,  as  oil,  is  4.5  cents. 

"Commissioner  Aitchison  took  the  view  that  that  was.  not 
warrant  for  lower  rates  on  the  unrefined  oils,  even  assuming  that 
there  should  be  a  difference  in  rates  between  crude  and  refined. 
He  said'  that  even  assuming  there  should  be  a  difference  the 
record  was  not  a  warrant  for  holding  that  the  difference  should 
be  expressed  by  a  reduction  In  the  rate  on  the  unrefined  oils. 

The  Commissioner  found  that  there  are  rates  from  Shreve- 
port to  Louisville  via  the  L.  R.  &  N.  through  Crichton  and  New 
Orleans,  which  Is  a  flagrant  violation  of  the  fourth  section,  with- 
out the  protection  for  relief,  which  should  be  removed  Im- 
mediately. Crichton  "being  south  of  Shreveport  and  intermediate 
between  that  city  and 'New  Orleans  on  that  roundabout  route. 


PERISHABLE  FREIGHT  DIVISION  DISCONTINUED 
The  American  Railway  Associations  says  conditions  make  It 
advisable  to  consolidate,  under  the  direction  of  E.  S.  Brings,  chair- 
man of  the  National  Perishable  Freight  Committee,  Chicago,  all 
the  activities  in  connection  with  the  perishable  freight  tariff. 
Therefore,  the  perishable  freight  division  of  the  American  Rail- 
way Association  has  been  discontinued. 
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Tentative  Reports  of  the  Commission 


RATES  ON  TAPIOCA 

In  a  tentative  report  on  No.  11749,  Minute  Tapioca  Co.  vs. 
Boston  &  Maine,  Examiner  John  A.  McQuillan  has  recommended 
a  holding  that  the  fifth  class  rates  of  $1.90  prior  to  June  25, 
1918,  and  $2.375  after  that  day,  were  unreasonable  to  the  ex- 
tent'that  they  exceeded  $1.35  and  $1.69  before  and  after  the 
day  General  Order  No.  28-  became  operative. 

Prior  to  March  15,  1918,  tapioca  took  the  same  rate  as  other 
articles  of  that  character  but  on  that  day  the  carriers  cancelled 
'  the  commodity  rate,  leaving  the  class  rate  in  effect. 

The  rates  recommended  for  holding  as  reasonable  were 
those  which  would  have  been  in  effect  had  not  the  cancellation 
of  March  15,  1918,  been  made.  The  carriers  defended  their 
cancellation  on  the  ground  that  the  prior  .commodity  rates  were 
forced  on  them  by  water  competition,  which  had  disappeared 
when  they  brought  rates  of  that  kind  up  to  their  normal  level, 
by  eliminating  commodity  rates  from  their  tariffs. 

Examiner  McQuillan  said  the  charges  were  paid  by  the 
consignees,  but  the  complaining  consignor  claimed  that  the 
freight  rate  in  each  instance  was  charged  back  to  it  and  tha.t, 
therefore,  it  paid  and  bore  the  charges  McQuillan  thinks  should 
be  held  unreasonable. 


and  pelts  in  mixed  carloads  and  on  pelts  in  straight  carloads 
from  Denver  to  both  St.  Joseph  and  Chicago,  while  contempor- 
aneously lower  commodity  rates  applied  on  hides  in  straight  car- 
loads. The  defendants,  the  examiner  said,  admitted  that  there  is 
no  good  reason  for  charging  higher  rates  on  pelts  jn  straight 
carloads,  or  in  mixed  carloads  with  hides,  than  on  hides  in 
straight  carloads.  They  contended,  however,  that  the  rates  on 
hides  from  Denver  to  St.  Joseph  and  Chicago  were  unreasonably 
low,  and  introduced  exhibits  indicating  that  the  fifth  class  rates 
from  Denver  to  St.  Joseph  and  Chicago  bear  a  lower  percentage 
relationship  to  the  corresponding  first  class  rates  than  in  certain 
class  rates  prescribed  by  the  Commission.  Bardwell  stated  that 
the  record  showed  that  there  is  no  uniform  relationship  in  this 
territory  between  the  commodity  rates  on  hides  and  pelts  and 
fifth  class,  and  he  recommended  that  the  rates  attacked  be  found 
unreasonable  to  the  extent  that  they  exceeded  or  may  exceed  the 
rates  contemporaneously  in  effect  on  green  salted  hides  in  straight 
carloads,  and  that  reparation  be  awarded  .to  basis  of  the  rates 
found  to  be  reasonable. 


DIVISIONS  FOR  P.  A.  &  McK.  R, 

In  a  report  on  supplemental  proceedings  in  No.  10393,  Pitts- 
burgh, Allegheny  &  McKees  Rocks  Railroad  vs.  Pennsylvania 
Company  et  al.,  Examiner  H.  J.  Wagner  has  recommended  a 
holding  that,  on  the  record,  the  Commission  could  not  determine 
.the  divisions  or  allowances  .that  should  be  paid  to  the  Pitts- 
burgh, Allegheny  &  McKees  Rocks  for  services  performed  by  it. 
He  said  the  case  should  be  held  open  for. the  submission  of  re- 
vised, data  in  conformity  with  the  views  expressed  in  the  report. 

In  its  original  report  (57  I.  C.  C.,  1)  the  Commission  found 
the  .complaining  road  to  be  a  common 'carrier  and,  as  such,  en- 
title'd  to  participate  in  joint  fates  with  other  common  carriers  or 
have  its  charges  on  interstate  shipments  absorbed,  under  proper 
tariff  provision,  by  the  roads  having  a  line  haul. 

After  that  original  report,  the  complaining  road,  which  is  .a 
terminal  controlled  by  or.  in  the  interest  of  the  .Pressed  Steel 
Car  Company,  and  the  Pennsylvania  were  unable  to  agree  on 
the  divisions  or  allowances. 

With  a  view  to  finding  cost  as  a  basis  for 'making  an  allow- 
ance for  divisions,  a  three-day  test  was  conducted.  As  to  that, 
.  the  examiner  said,  the  value  of  the  record  made  was  greatly  im- 
paired if  not  destroyed  by  the  failure  of  the  parties  to  agree  on 
a  uniform  rule  for  apportioning  the  time  consumed  in  the  various 
switching  movements  to  interchange  intraplant  and  other  serv- 
ice. He  said  the  complainant  in  some  instances,  apparently,  had 
charged  to  interchange  service  the  movement  of  cars  to  the 
point  of  placement  from  the  yard  or  .storage  tracks,  where  they 
had  been  held  for  the  convenience  of  the  industry,  and  the 
defendant  had  charged  to  intraplant  service  all  movements  of 
cars  from  -the  classification  yard  of  the  complainant,  or  from 
storage  tracks  where  they  had  been  placed  temporarily  solely 
for  convenience  or  necessity  of  switching  operations;  and  from 
the  scale  to  the  point  of  placement  regardless  of  the  -fact  that 
the  movement  from  the  interchange  to  the  point  of  placement 
was  continuous  except  for  the  delay  incident  to  the  weighing 
of  the  cars.  The  placement,  the  examiner  said,  in  the  classifica- 
tion yard  and  at  the  scale  for  weighing,  were  simply  links  in  the 
ordinary  interchange  switching  movement. 

In  further  discussing. what  constituted  various  movements 
the  examiner  said  when  a  car  from  the  interchange  was  placed 
on  a  st&rage  track  or  elsewhere  at  the  request  or  for  the  con- 
venience of  the  industry,  the  interchange  was  completed-  when 
a,  car  to  or  from  the  interchange  was  weighed,  at  the  request  of 
inipper  or  receiver,  for  other  than  billing  purposes,  the  time 
consumed  in  the  weighing  and  in  a  diverted  movement  to  and 
from  the  scale  was  chargeable  to  plant  service,  and  if  weighed 
for  billing  purposes,  to  interchange  service 

The  examiner  thinks  the  record  should  be  held  open  so  that 

m°re  data  in 


RATING  ON  SILICATE  OF  SODA 

Examiner  H.  W.  Archer,  in  a  tentative  report  on  rehearing  in 
No.  10512,  Charles  Boldt  Paper  Mills  vs.  Director-General,  has 
recommended  that  the  Commission  hold  that  the  exception  to  the 
Official  Classification  published  by  the  Norfolk  &  Western  in 
connection  with  silicate  of  soda,  provided  a  class  rate,  as  that 
term  is  used  in  the  miriimum'.class  "scale  rule  ca~rried~  in  that  car- 
-  rier's  tariff  I.  C.  C.  6149. 

In  its  original  report  (55  I.  C.  C.  331),  the  Commission  held 
that  the  rate  charged  on  two  tank  carloads  of  silicate  of  soda 
shipped  in  November,  1918,  and  March,  1919,  from  Ancor,  O.,  to 
Red  Bank,  O.,  was  illegal  and  that  shipments  had  been  misrouted. 
At  the  time  the  shipments  moved,  silicate  of  soda  was  rated  fifth 
class  in. Official  Classification, 'but  by  exception  thereto  the  Nor- 
folk &  Western  provided  .that  it  should  take  85  per  cent  of  the 
sixth  class  rate,,  and  under  this  exception  the  rate  via  the  route 
of  movement  was  8.  cents,  while  there  was  contemporaneously  in 
effect  a  rate  of  5%  cents  via  another  junction  involving  a  some- 
what longer  haul,  which  rate  was  also  85  per  cent  of  the  sixth 
class  rate,  and  reparation  was  awarded  to  the  latter  figure. 

Examiner  Archer  is  convinced  that  the  provision  in  the  ex- 
ception sheet  of  85  per  cent"  of  sixth  class  rate,  makes  a  class 
rate,  and  not  a  commodity  rate;  that,  'by  reason' of  its  being  a 
class  rate,  it  is  subject  to  the  minimum  scale  fifth  class  figure  of 
9  cents,  and  he  recommends -that  the  Commission  find  that  the 
minimum  fifth  class  rate  of  nine  cents  as  charged  by  defendant 
was  legally  applicable  to  the  shipments  in  question,  and  this  rate, 
not  having  been  shown  to  be  unreasonable,  the  complaint  should 
be  dismissed. 


RATES  ON  PELTS  AND  HIDES 

In  a  tentative  report  on  No.  11792,  Swift  &  Co.  vs    C   B   & 
Mrector-General,  et  al.,  Examiner  C.  M.  Bardwell  has- recom- 
mended that  the  rates  on  green  salted  sheep  pelts  in  straight 
cartoads  and  on  green  salted  hines  and  green  salted  sheep  pelts 
xed  carloads,  from  Denver,  Colo.,  to  St.  Joseph,  Mo.,  and 
Chicago,  111.,  be  found  unreasonable. 

ring  the  period  covered  by  this  complaint  fifth  class  rates 
commodity  ratfis  equal  to  the  fifth  class  rates  applied  cm  hid«s 


RATE  ON  MOLASSES 

In  a  report  to.  the  Commission  on  No.  11379,  Penick  &  Ford. 
Ltd.,  Inc.,  vs;  Director-General  as  Agent,  Examiner  F.  E:  Early 
has  recommended  a  finding  thaT.  tEe  "rate  charged  on  17  tank 
carloads  "of  i'in'ported  blackstrap  molasses,  from  Harvey,  La.,  to 
Dyersburg,  Tenn.,  was  unreasonable  •  and  reparation  should  be 
awarded.  An  additional  recommendation  is  for  a  holding  that 
the  rate  charged  on  one  tank  carload  of  domestic- blackstrap 
from  and  to  the  same  points  had  not  been  shown  to  have  been 
unreasonable,  unduly  prejudicial  or  unjustly  discriminatory/The 
shipments  were  made  in  the  .period  between  June  25,  19J8,  and 
September  5,  1919. 

Ch'a~rges  were  collected  at  the  rate  of  40  "cents,  applicable 
to  all  grades  of  .molasses/  "Including'  blackstrap.  The  charges 
of  the  Trans-Mississippi '  Terminal  Co'.,  which  floated  the  ship- 
ments' from  the  complainants'  plant  at  Harvey  to  the  ferry  and 
then  across  the"  Mississippi  River  for  delivery  to  the  Illinois 
Central  at  New  Orleans,  were  absorbed.  During  the  period  of 
movement  and  for  some  time  prior  thereto,  commodity  rates 
of  16.5  an'd  20  cents  applied  on  imported  and  domestic  black- 
strap respectively  of  a  declared  value  not  exceeding  '8  cents  per 
gallon  from  New  Orleans  through  Dyersburg  to  Cairo.  Effective 
September  5,  1919,  corresponding  rates  were  provided,  applicable 
to  Dyersburg.  On  February  28,  1920,  the  import  rate  was  can- 
celed, leaving  in  effect  .on  both  classes  of  traffic  the  domestic 
rate  of  20  cents.  ,  ,  . 

In  his  report  on  the  case,  Examiner  'Early  went  into  a  de- 
tailed history  of  the  rates  on  blackstrap  in  the  Mississippi  Val- 
ley and  Southeastern  territory,  the  nature  of  me  commodity, 
its  relationship  to -the  higher  grades  of  molasses  and  the  pur- 
poses for  which  it  is  generally  used,  to  the  extent  of  citing  the 
cases  on  blackstrap  beginning  with  28  I.  C.  C.  666,  and  ending 
with  56  I.  C.  C.  282. 

The  examiner  recommended  a  finding  ttiat  the  rate  on  the 
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17  carloads  of  imported  blackstrap  was  unreasonable  to  the 
rxii'iii  that  It  exceeded  36.5  cents  and  that  the  rate  on  the  single 
shipments  of  domestic  blackstrap  had  not  been  shown  to  be  un- 
reasonable, unjustly  discriminatory  or  unduly  prejudicial. 

Examiner  Early,  In  justification  of  bis  recommendation 
that  reparation  be  made  on  the  imported  blackstrap  down  to 
the  basis  of  36.5  cents,  said  that  the  Commission  had  consistently 
refused  to  award  reparation  on  shipments  of  blackstrap  on 
which  molasses  rates  were  assessed  and  that  in  several  cases 
it  had  approved  increases  in  blackstrap  rates  to  the  molasses 
basis;  that  In  Acme  Mills  vs.  L.  &  N.,  44  I.  C.  C.  558,  it  had 
found  that  the  fifth  class  rate  of  59  cents  on  a  tank  car  ship- 
ment of  blackstrap  from  Mobile  to  Hopklnsville,  553  miles,  to 
be  unreasonable  only  to  the  extent  that  it  exceeded  the  aggre- 
of  intermediate  rates  based  on  Clarksvllle,  Tenn. 


SPRINGFIELD  TERMINAL  RY.  COAL 

In  a  tentative  report  on  further  hearing  in  No.  10461,  Peer- 
less  Coal  Co.,  of  Illinois,  vs.  A.  T.  &  S.  F.  Ry.  et  al.,  Attorney 
Kxaminer  W.  A.  Disque  proposes  a  reiteration  of  the  former 
finding  that  rates  on  coal  from  points  on  the  Springfield  Ter- 
minal Railway  are  just  and  reasonable  and  have  been  fully  justi- 
fied. He  recommended  a  reiteration  of  the  previous  denial  of 
reparation  in  connection  with  the  finding  that  the  rates  were 
unduly  prejudicial. 

A  further  recommendation  is  that  the  prior  report  should  be 
modified  by  excluding  Bissell,  a  point  outside  the  Springfield 
switching  limits  of  the  area  from  which  the  Baltimore  &  Ohio 
should  absorb  the  switching  charges  of  the  Springfield  Terminal. 
The  Chicago  &  Alton  asked  to  be  excused  from  absorption  at 
Bissell  of  switching  on  traffic  destined  to  points  in  Missouri. 

The  Springfield  Terminal  is  controlled  by  the  complainants. 
The  trunk  lines  have  been  absorbing  only  half  its  switching 
charges  so  that  the  rates  from  the  mines  on  the  Springfield  Ter- 
minal have  been,  generally  speaking,  5  cents  a  ton  higher  than 
the  rates  from  the  other  mines  in  the  group.  At  the  prior  hear- 
ing the  Commission  found  that  that  constituted  an  undue  preju- 
lice  and  ordered  the  application  of  the  Springfield  group  rates 
from  the  mines  on  the  Springfield  Terminal,  but  declined  to 
order  reparation  on  the  ground  that  damage  had  not  been  proved 
in  such  a  way  as  to  have  warranted  a  judgment  in  a  court. 

On  rehearing,  Mr.  Disque  said  the  additional  facts  pre- 
sented tended  merely  to  strengthen  the  showing  of  undue 
prejudice  but  not  to  prove  damages. 


YORK  INTERCHANGE  SWITCHING 

A  tentative  report  covering  an  unusual  state  of  facts  and 
conclusions  has  been  made  by  Examiner  R.  M.  Trezise  on  No. 
11455,  Manufacturers'  Association  of  York,  Pa.,  vs.  P.  R.  R.  et  al. 
The  fundamental  question  involved  there  was  as  to  whether  the 
Pennsylvania  and  the  Western  Maryland  were  unduly  discrimi- 
nating against  some  shippers  and  unduly  preferring  others,  and 
whether  they  (either  or  both)  were  unjustly  discriminating 
against  shippers  on  the  Maryland  &  Pennsylvania  or  unduly  pre- 
ferring some  shippers  over  others.  It  was  a  question  of  closed 
or  open  terminals. 

Examiner  Trezise  recommended  a  holding  that  to  require 
the  use  of  the  terminal  facilities  and  tracks  of  the  Pennsylvania 
at  York  by  the  Western  Maryland  would  not  be  in  the  public  in- 
terest or  practicable;  that  the  practice  of  the  Pennsylvania  and 
the  Western  Maryland  of  each  extending  to  the  other  the  use 
of  its  tracks  to  effect  terminal  receipt  and  delivery  of  carload 
freight  at  industries  within  a  zone  bounded  by  Codorus  Creek  and 
West  Market  Street  was  unduly  prejudicial  to  shippers  outside 
the  zone;  and  that  the  practice  of -the  Pennsylvania  in  Inter- 
changing at  York  and  switching  carload  traffic  to  and  from  its 
junction  with  the  Maryland  &  Pennsylvania  within  the  city  was 
unduly  prejudicial  to  the  Western  Maryland,  Its  patrons,  and 
its  traffic. 

The  Pennsylvania  assumed  the  burden  of  the  defense.  The 
Western  Maryland  expressed  a  willingness  to  provide  its  just 
proportion  of  adequate  interchange  facilities,  to  enter  Into  a 
switching  arrangement  with  the  Pennsylvania  on  a  reciprocal 
basis,  and  also  to  absorb  the  charges  of  the  Maryland  and  Penn- 
sylvania. The  latter  road  did  not  take  a  part  in  the  proceeding. 

The  main  lines  of  the  Pennsylvania  and  the  Western  Mary- 
land do  not  cross  each  other  at  York;  they  do,  however,  cross  at 
Hanover,  Pa.,  about  20  miles  from  York.  Hanover  is  the  point 
of  interchange  between  the  two  roads.  At  York  the  main  lines 
of  the  P.  R.  R.  and  Western  Maryland  parallel  each  other  for 
nearly  two  miles.  A  number  of  spur  tracks  from  the  Pennsyl- 
vania cross  the  main  line  of  the  Western  Maryland  to  industries 
beyond  the  tracks  of  the  last  mentioned  carrier. 

The  Pennsylvania  and  the  Western  Maryland  have  been  us- 
ing the  spur  tracks  crossing  the  main  line  of  the  Western  Mary- 
land as  joint  yards.  Industries  in  a  zone  bounded  by  Codorus 
Creek  and  West  Market  street  are  able  to  ship  as  if  they  were 
located  on  both  the  Western  Maryland  and  the  Pennsylvania: 
Industries  beyond  the  zone  on  the  Pennsylvania  to  obtain  car- 
load traffic  from  the  Western  Maryland  have  to  pay  what  Is 


known  as  a  York  to  York  rate,  which  \H  generally  the  claBB  rate 
to  and  from  Hanover,  which  on  sixth  class  figures  11  cents  per 
hundred  pounds.  For  a  service  that  might  be  rendered  by  a 
switch  of  five  or  six  hundred  yards,  the  industries  outside  the 
zone  must  pay  the  class  rate  for  a  distance  of  39  miles. 

If  the  Commission  adopts  the  recommendation  of  Examiner 
Trezise,  the  practice  of  the  Pennsylvania  and  Western  Maryland 
of  extending  each  to  the  other  the  use  of  its  tracks  to  effect  ter- 
minal receipt  and  delivery  of  carload  freight  within  the  zone  will 
be  condemned  as  unduly  prejudlcal  to  the  shippers  outside  the 
zone,  who  must  pay  the  York  to  York  rates  via  Hanover  to  ob- 
tain the  benefits  of  interchange. 

The  Pennsylvania  and  Western  Maryland  having  refused  to 
Interchange  traffic  at  York  except  on  the  bases  heretofore  men- 
tioned, Trezise  has  recommended  a  holding  that  their  practice- 
is  unduly  prejudicial  because  the  Pennsylvania  has  made  inter- 
change arrangements  with  the  Maryland  &  Pennsylvania,  which 
prejudice  operates  against  the  shippers  on  the  Western  Mary- 
land, which  are  not  accorded  interchange  service  at  York. 

For  fourteen  months,  beginning  the  latter  part  of  1917,  the 
Pennsylvania  and  the  Western  Maryland  conducted  Interchange 
at  York.  They  used  the  tracks  of  the  fair  association,  and  when 
they  were  inadequate,  they  used  a  spur  track  of  the  Western 
Maryland  and  a  passing  track  of  the  Pennsylvania  as  an  inter- 
change track. 

Trezise  said  that  the  record  in  the  case  did  not  afford  a 
basis  for  the  establishment  of  through  routes  either  by  requiring 
the  publication  of  joint  rates  or  by  the  establishment  of  reason- 
able switching  charges  with  respect  to  traffic  which  might  be 
handled  by  the  Pennsylvania  and  the  Western  Maryland  without 
depriving  either  of  them  of  the  long  haul,  a  right  to  which  they 
were  entitled  under  the  provisions  of  section  15.  He  said  that 
if  the  .number  of  cars  interswitched  in  the  interchange  period 
of  fourteen  months  could  be  taken  as  a  criterion,  it  did  not 
appear  that,  "if,  in  removing  the  undue  prejudice  now  existing, 
the  carriers,  from  necessity  or  choice,  should  place  all  ship- 
ments in  York  upon  an  equality,  that  the  operations  would  be 
attended  with  insuperable  difficulties.  There  are  tracks  owned 
by  the  carriers  on  which  interchange  can  be  accomplished." 

Such  interchange  would  give  shippers  at  York  practically 
all  the  advantages  of  the  joint  use  of  terminals  throughout  the 
city.  On  the  facts,  the  examiner  said,  it  had  not  been  shown 
to  be  in  the  public  interest  or  practicable  to  require  the  use  of 
terminal  facilities  or  main-line  tracks  of  the  Pennsylvania  at 
York  by  -  the  -Western  Maryland. 

Adoption  of  the  recommendations  of  the  examiner,  It  is 
believed,  would  result  in  requiring  the  establishment  of  inter- 
change at  York,  practically  on  a  reciprocal  switching  oasis. 

TRANSPORTATION  OF  WATER 

Charges  for  the  transportation  of  water  in  tank-car  loads  in 
the  period  August  to  December,  1918,  inclusive,  from  Howesville, 
Ind.,  to  complainants'  mines  near  Midland,  Ind.,  were  unreason- 
able and  reparation  .should  be  awarded,  Examiner  E.  L.  Beach 
proposes  in  a  tentative  report  on  No.  11436,  Rowland-Power  Con- 
solidated Collieries  Company  et  al.,  vs.  Director-General,  as 
agent,  et  al.  Charges  at  the  rate  of  |15  were  assessed  on  some 
of  the  shipments  and  at  $14.50  on  others.  Following  the  decision 
of  the  Commission  in  Illinois  Coal  Traffic  Bureau  vs.  Director- 
General,  56  I.  C.  C.,  426-7,  wherein  the  Commission  prescribed 
maximum  reasonable  rates  per  car  for  line-haul  movements  of 
water  between  points  within  the  state  of  Illinois  as  follows:  16 
miles  and  less,  $9;  30  miles  and  over  15,  $11.50,  etc.,  the  examiner 
recommends  that  the  Commission  find  that  the  charges  as- 
sessed on  the  shipments  in  issue  were  unreasonable  to  the  extent 
that  they  exceeded  $9  per  car  with  no  additional  charge  for 
special  train  service. 


POTATO  STARCH,  SEATTLE  TO  N.  Y. 

A  fifth-class  rate  of  $1.90  assessed  on  numerous  shipments 
of  potato  starch,  imported  from  Japan,  from  Seattle  to  New  York 
on  June  10  and  24,  1918,  was  legally  applicable  but  unreasonable 
to  the  extent  that  it  exceeded  a  subsequently  established  rate  of 
$1.25,  minimum  weight  80,000  pounds,  and  reparation  of  $7,753.73, 
with  interest,  should  be  paid,  Examiner  John  A.  McQuillan  pro- 
poses in  a  tentative  report  on  No.  11592,  W.  R.  Grace  &  Co.,  vs. 
Director-General  as  agent,  Great  Northern,  et  al.  He  recommends 
further  that  the  Commission  find  that  the  rate  of  $1.90  was  un- 
duly prejudicial  to  the  extent  that  it  exceeded  the  import  rate 
contemporaneously  In  effect  on  potato  flour,  but  that  it  has  not 
been  established  that  complainant  has  suffered  loss  and  damage 
as  is  required  in  such  cases.  The  prejudice  has  been  removed. 


REPARATION  ON  PHOSPHATE  ROCK  . 

A  charge,  of  $J5  _a  car  exacted  for  the  transportation  of 
numerous  shipments  of  wet  phosphate  rock  from  Al'afia  to 
Agricola,  Fla.,  between  June  25,  1918,  and  December  5,  1919,  was 
unjust  and  unreasonable  to  the  extent  that' it  exceeded  a  rate  of 
20  cents  a  gross  ton  and  reparation  shonld  be  awarded.  Examiner 
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E    L.  Beach  proposes  that  the  Commission  find  in  disposing  of 
No.  11568,  Swift  &  Co.,  vs.  Director  General  as  agent. 

RATES    ON    SOFT    COAL 

Rates  of  from  $5  to  $5.70  per  net  ton  on  20  carloads  of  soft 
coal  shipped  from  Walsenburg,  Colo.,  to  Billings,  Okla.,  in  the 
period  from  July  13,  1918,  to  March  31,  1919,  were  unreasonable 
to  the  extent  that  they  exceeded  a  subsequently  established  rate 
of  $4.40  per  net  ton,  and  reparation  should  be  awarded,  Ex- 
aminer H.  W.  Archer  proposes  in  a  tentative  report  on  No.  11554, 
Foster  Lumber  Co.,  vs.  Director  General  as  agent. 

COMBINATION  RATE  ON  STONE 

A  combination  rate  of  31  cents  per  100  pounds,  representing 
an  increase  of  2  cents  in  each  factor  in  effect  June  24,  1918, 
charged  on  3  carloads  of  building  stone  shipped  in  July  and 
August,  1918,  from  Bedford,  Ind.,  to  Chapel  Hill,  N.  C.,  was  not 
unreasonable  nor  otherwise  unlawful  and  the  complaint  should 
be  dismissed,  Examiner  F.  H.  Barclay  holds  in  a  tentative  re- 
port on  No.  11488,  I.  G.  Lawrence  vs.  Director-General,  as  agent. 
The  rate  was  attacked  on  the  ground  that  the  increase  of  2  cents 
had  been  erroneously  applied  to  each  factor  of  the  rate.  Nothing 
else  was  offered  to  support  the  contention  that  the  rate  was  un- 
reasonable, the  examiner  says. 

MARL,  SPRING  ARBOR  TO   UNION   CITY 

Examiner  F.  H.  Barclay,  in  a  tentative  report  on  No.  11209, 
Peerless  Portland  Cement  Co.  vs.  Director-General,  as  agent,  and 
Michigan  Central,  recommends  that  the  Commission  find  that  a 
charge  of  $15  per  car  exacted  by  defendants  for  the  intrastate 
transportation  of  wet  marl  from  Spring  Arbor  to  Union  City, 
Mich.,  between  June  25,  1918,  and  March  1,  1920,  was  unreason- 
able to  the  extent  that  it  exceeded  $7.50  per  car  and  that  repara- 
tion be  awarded.  Under  all  the  circumstances  shown  by  the  rec- 
ord, the  examiner  said,  the  charge  assailed  appeared  to  be  ex- 
cessive. He  said  the  Public  Service  Commission  of  Michigan, 
since  the  termination  of  federal  control,  had  found  the  $15  charge 
unreasonable  to  the  extent  that  it  exceeded  $7.50  during  the 
period  from  March  1  to  August  25,  1920,  and  thereafter  to  the  ex- 
tent that  it  might  exceed  that  rate  plus  the  40  per  cent  increase 
authorized  in  Ex  Parte  74,  or  $10.50  per  car. 


RATES  ON  STRAWBERRIES 

Examiner  H.  W.  Archer,  in  a  proposed  report  on  No.  11612, 
Best-Clymer  Manufacturing  Co.  vs.  Louisville  &  Nashville,  has 
recommended  a  holding  that  the  rates  on  strawberries  from 
Franklin,  Ky.,  and  Portland,  Tenn.,  to  Humboldt  and  Milan, 
Tenn.,  in  June,  1920,  were  unreasonable  to  the  extent  that  they 
exceeded  50.5  cents,  17,000  minimum,  and  that  the  rate  from  Pem- 
broke, Ky.,  to  the  same  destinations  was  unreasonable  to  the  ex- 
tent that  it  exceeded  40.5  cents  at  the  same  minimum.  He 
recommended  reparation  to  the  bases  mentioned. 


RATES  ON   COPRA  OIL 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  H.  W.  Archer  in  a  report 
on  No.  11306,  Peet  Brothers  Manufacturing  Co.  vs.  Fort  Smith 
&  Western  et  al.,  alleging  unreasonable  rates  on  copra  oil  from 
Prague,  Okla.,  to  Kansas  City,  Mo.  He  recommended  reparation 
to  the  basis  of  the  cottonseed  oil  rates  of  22  cents  and  27.5  cents 
before  and  after  June  25,  1918. 


PIG  IRON  TO  JAPAN 

Assistant  Chief  Examiner  Ulysses  Butler,  in  a  tentative  re- 
port on  No.  11231,  Suzuki  &  Co.  vs.  Wharton  &  Northern  et  al., 
has  recommended  dismissal  on  a  holding  that  the  rate  on  pig  iron 
from  Wharton,  N.  J.,  to  Seattle,  Wash.,  for  export  to  Japan  in 
effect  from  August,  1917,  to  February,  1918,  was  not  unreason- 
able, unjustly  discriminatory  or  unduly  prejudicial. 


IMPORTED    NITRATE    OF   SODA 

Examiner  F.  H.  Barclay,  in  a  tentative  report  on  No.  11368, 
Jareckci  Chemical  Company  vs.  B.  &  O.  et  al,  has  recommended 
a  finding  that  the  rate  on  imported  nitrate  of  soda  from  New 
York  and  points  taking  the  same  rates,  and  from  Baltimore  to 
Sandusky,  O.,  and  from  Baltimore  to  Ivorydale,  O.,  on  and  after 
June  25,  1918,  were  unreasonable  to  the  extent  that  they  ex- 
ceeded the  subsequently  established  rates,  all  of  which  were  put 
into  effect  as  a  result  of  the  Commission's  decision  in  General 
Chemical  Company  vs.  Director  General  (57  I.  C.  C.  222).  Fifth 
class  of  45  cents  from  New  York  was  applied  with  the  proper 
difference  for  rates  from  Baltimore.  As  a  result  of  the  Com- 
mission's decision  the  rate  was  reduced  to  33  cents,  to  the  basis 
of  which  reparation  is  to  be  made. 


UNREASONABLE    RATE   ON    PARAFFINE   WAX 
In   a  tentative  report  on   No.   11588,  Atlantic  Refining  Co 
vs.   L.  R.  &  N.  et  al.,  Examiner  Frank  E.  Mullen  has  recom- 
mended a  holding  that  a  rate  on  paraffine  wax  in  tank  cars 


from  North  Baton  Rouge,  La,,  to  Philadelphia  was,  is,  and  will 
be  unreasonable  to  the  extent  that  it  exceeded,  exceeds,  or  may 
exceed  the  combination  rate  on  Cincinnati,  which,  at  the  time 
of  the  movement  in  January  and  February,  1920,  was  53.5  cents. 
He  recommended  an  order  of  reparation  to  that  basis,  and 
another  holding  that  a  through  commodity  rate  to  Bayonne, 
N.  J.,  lower  than  the  combination  to  Philadelphia  were  in  vio- 
lation of  the  fourth  section  and  unprotected  by  an  application 
for  relief. 


COAL,  MIDLAND  TO  GRAYLING 

A  recommendation  that  the  complaint  be  dismissed  has  been 
made  by  Examiner  Frank  E.  Mullen  in  a  report  to  the  Commis- 
sion on  No.  11616,  E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Director- 
General  as  agent.  The  examiner  recommended  a  holding  that  the 
rate  on  soft  coal  from  Midland,  Ind.,  to  Grayling,  Mich.,  be  held 
to  have  been  not  unreasonable,  unjustly  discriminatory  or  unduly 
prejudicial.  The  shipments  in  question  moved  between  October 
14  and  November  25,  1918..  A  combination  rate  of  $3.47,  based 
on  Bay  City,  Mich.,  was  imposed.  On  November  26,  1918,  a  joint 
rate  of  $2.62  was  established.  The  complainant  desired  repara- 
tion to  that  basis,  but  Mullen  recommended  otherwise. 


REPARATION     RECOMMENDED 

An  award  of  reparation  based  on  a  finding  of  unreasonable- 
ness has  been  made  by  Examiner  John  T.  Money,  in  a  report  on 
No.  11750,  Samuel  D.  West  vs.  St.  Louis-San  Francisco  et  al. 
The  complaint  was  against  shipments  of  empty  barrels  from 
Carthage  and  Republic,  Mo.,  to  Westville,  Okla.  Rates  of  37  and 
37.5  cents  were  applied.  Republic  is  intermediate  from  Spring- 
field and  Carthage  is  intermediate  from  Joplin  to  Westville  over 
the  Frisco.  When  the  shipments 'moved  the  Frisco  maintained  a 
commodity  rate  of  20  cents,  minimum  40,000  pounds,  on  empty 
barrels  to  Westville  from  Joplin  and  Springfield  subject  to  Rule 
77,  Tariff  Circular  18-A.  Money  recommended  a  finding  of  un- 
reasonableness to  the  extent  the  rates  exceeded  20  cents  and 
reparation  to  that  basis. 


R.  R.  ADMINISTRATION  MUST  PAY 

The  Traffic  World  Washington  Bureau 

The  Commission  has  denied  the  petitions  of  the  Railroad 
Administration  for  rehearings  on  No.  10829,  Southport  Mill 
against  the  Santa  Fe,  and  the  whole  line  of  cases  in  which  it 
awarded  reparation  because  rates  on  palm  kernel,  copra  and 
other  kinds  of  vegetable  oils  were  higher  than  rates  on  cotton- 
seed oil.  The  reparation  orders,  when  paid,  will  take  hundreds 
of  thousands  out  of  the  Director-General's  treasury. 


RATE   ON    DRUGS   AND    MEDICINES 

Examiner  J.  Edgar  Smith,  in  a  report  on  No.  11887,  Upjohn 
Co.  vs.  Grand  Trunk  Western  et  al.,  has  recommended  dis- 
missal on  the  ground  that  the  rate  on  32  carloads  of  drugs  and 
medicines  shipped  in  the  period  from  February  8,  1918,  to  Octo- 
ber 7,  1919,  both  inclusive,  from  Kalamazoo  to  New  York,  had  not 
been  shown  to  be  unreasonable.  Smith  said  there  was  no  evi- 
dence touching  the  reasonableness  of  these  rates  except  com- 
parisons of  rates  from  Detroit,  Indianapolis  and  St.  Louis,  from 
which  points  competitors  made  shipments.  Smith  said  that  the 
average  value  of  these  shipments  was  $700  per  ton,  or  $17,000 
per  car  of  50,000  pounds.  The  rate  collected  was  43.4  cents. 

PIG  IRON,  MEMPHIS  TO  BELLEVILLE 

Examiner  John  T.  Money,  in  a  tentative  report  on  No.  11711, 
Tuffli  Bros.  Pig  Iron  &  Coke  Co.,  has  recommended  that  the 
Commission  find  the  rate  on  pig  iron  from  Memphis,  Tenn.,  to 
Belleville,  111.,  to  be  unreasonable.  The  complaint  involved  one 
car  of  pig  iron  moving  from  Memphis,  Tenn.,  to  Belleville,  111., 
February  26,  1920,  on  which  the  sixth  class  rate  of  31.5  cents  per 
hundred  pounds  was  assessed.  Contemporaneously  there  was  in 
effect  from  Memphis  to  Belleville  a  rate  of  15  cents  per  100 
pounds  applicable  on  special  iron  articles,  not  including  pig  iron. 
The  Commission  should  find,  Examiner  Money  said,  that  the 
rate  charged  was  unreasonable  to  the  extent  it  exceeded  15  cents, 
and  award  reparation  down  to  that  basis. 


N.  P.  WOULD  TAKE  OVER  B.  &  C.  M. 

The  Northern  Pacific  has  applied  to  the  Commission  for 
authority  to  acquire  the  properties  of  the  Billings  &  Central 
Montana  Railway  Company.  The  Billings  company  operates  a 
line  of  road  from  a  connection  with  the  railroad  of  the  applicant 
at  Billings  to  Shepherd,  Mont,  a  distance  of  14  miles.  The  line 
has  been  operated  at  a  loss  but  the  Northern  Pacific  says  it 
taps  a  promising  agricultural  territory  and  that  it  is  believed 
it  will  eventually  become  a  profitable  branch  of  its  railroad.  The 
outstanding  stock,  $212,000,  is  owned  by  the  Northwestern  Im- 
provement Company,  and  the  property  has  not  been  bonded,  It 
is  stated.  The  improvement  company  is  a  subsidiary  of  the 
Northern  Pacific. 
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Railroads  Ask  Wage  Reduction 

Petition  Labor  Board  for  Abrogation  of  National  Agreements  and  Lowering  of  Pay  for  Unskilled 
Labor — Charges  and  Countercharges  in  Messages  to  President  Wilson 


The  railroad  executives  have  arrived  at  the  point  where  they 
seem  to  agree  that  the  only  way  to  make  their  properties  return 
anything  like  the  six  per  cent  it  was  Intended,  under  the  trans- 
portation act,  that  they  should  earn,  Is  to  reduce  operating  costs. 
To  this  end  they  have  moved,  this  week,  to  cut  the  cost  of 
labor,  the  largest  single  factor  in  railroad  costs.  They  have 
requested  the  Labor  Board  to  abrogate  the  national  agreements 
and  to  allow  the  roads  to  hire  common  labor  at  local  prices. 
Their  petition  resulted  in  a  controversy  between  the  labor 
leaders  and  the  association,  a  joint  telegraphic  debate  being 
carried  on  before  President  Wilson.  The  brotherhoods  will  be 
heard  by  the  Labor  Board  February  7  in  reply  to  Mr.  Atterbury's 
statements  to  the  Labor  Board. 

The  word  from  Washington  is  that  telegraphic  requests  that 
President  Wilson  investigate  the  statement  of  Mr.  Atterbury 
probably  will  not  result,  at  least  in  the  immediate  future,  In 
the  President  taking  a  hand  in  the  controversy.  It  is  under- 
stood to  be  the  position  of  the  White  House  that  the  railroads 
went  before  the  proper  tribunal  for  the  presentation  of  the 
issues  involved. 

Recommendations  made  by  the  labor  committee  of  the  As- 
sociation of  Railway  Executives  at  its  meeting,  which  came  to  a 
close  in 'Chicago  Sunday  morning,  January  30,  were  placed  be- 
fore the  Railway  Labor  Board  in  a  statement,  January  31,  by 
W.  W.  Atterbury,  vice-president  of  the  Pennsylvania  Railroad 
and  chairman  of  the  committee.  The  railroads  allege  that  if 
the  present  financial  condition  of  the  roads  is  allowed  to  con- 
tinue national  confusion  and  chaos  will  follow.  Relief  is  re- 
quested along  two  lines.  The  first  of  these  is  the  immediate 
abrogation  of  the  national  agreements,  rules,  and  regulations,  to 
save  to  the  railroads  the  large  amount  of  money  they  claim 
they  are  losing  because  of  the  penalizing  provisions  of  these 
rules.  The  second  is  a  request  to  be  allowed  to  hire  unskilled 
labor  at  local  prices.  Unless  these  requests  are  granted  the 
committee  predicts  that  the  Board  will  soon  be  swamped  by 
requests  for  relief  from  individual  roads.  The  committee  prom- 
ises that  Jf  relief  is  allowed  along  these  lines  no  further  requests 
for  wage  reductions  will  be  made  within  90  days. 

"I  have  come  under  a  strong  sense  of  duty  to  lay  before 
you  an  acute  situation,"  says  the  statement.  "Unless  this  Board 
takes  prompt  action  many  of  the  railways  of  the  United  States 
may  be  forced  into  insolvency. 

"Many  railroads  are  not  now  earning,  and  with  present  op- 
erating costs  and  traffic,  have  no  prospect  of  earning  even  their 
bare  operating  expenses,  leaving  them  without  any  net  return 
and  unable  to  meet  their  fixed  charges. 

"The  emergency  presented  can  be  met  either  by  an  advance 
In  freight  and  passenger  rates,  or  by  a  reduction  in  operating 
expenses. 

"With  declining  prices  and  wages  in  industry  and  agricul- 
ture the  country  demands  that  the  solvency  of  the  railroads 
must  be  assured  by  a  reduction  in  operating  expenses,  and  not 
by  a  further  advance  of  rates. 

"The  national  agreements,  rules  and  working  conditions 
forced  on  the  railroads  as  war  measures  cause  gross  waste  and 
inefficiency. 

"I  estimate  that  the  elimination  of  this  waste  would  reduce 
railway  operating  expenses  at  least  $300,000,000  per  annum.  It 
would  be  far  better  to  save  this  sum  by  restoring  conditons  of 
efficient  and  economical  operation  than  to  reduce  wages. 

"We  believe  that,  as  the  wages  of  railroad  employes  were 
the  last  to  go  up,  they  should  also  be  the  last  to  come  down, 
but  we  do  insist  that  for  an  ample  wage,  an  honest  day's  work 
shall  be  given.  The  public  has  the  right  to  insist  that  this  must 
be  obtained. 

"The  public  has  also  the  right  to  expect  that  the  railway 
executives,  with  the  co-operation  of  the  regulatory  bodies  and 
the  employes,  will  as  rapidly  as  possible  reduce  the  cost  of 
railway  operation,  so  as  eventually  to  insure  a  reduction  in 
rates.  Ultimately  a  readjustment  of  basic  wages  will  be  re- 
quired. Meantime  it  is  to  the  interests  of  all  concerned,  includ- 
ing labor,  that  the  rules  and  working  conditions  shall  be  made 
conducive  to  the  highest  efficiency  in  output  per  man. 

"Mr.  Whiter  and  his  committee  have  far  from  exhausted 
their  evidence  on  this  subject,  and,  if  required  to,  will,  of  course, 
proceed.  But  it  will  be  dangerous  to  continue  the  considera- 
tion of  these  agreements  rule  by  rule.  If  the  Board  follows 
its  present  procedure,  months  will  elapse  before  it  can  render 
Its  decision. 

"The  urgent  financial  necessities  of  the  railroads  will  not 

'emit  them  to  wait  any  such  length  of  time  for  relief.    Long 

efore  the  present  detailed  hearings  are  concluded,  the  Board 

will  be  flooded  by  appeals  from  individual   railroads  from  all 


parts  of  the  country  for  reductions  in  basic  wages.  It  will  be 
impossible  for  the  Board  to  hear  and  dispose  of  these  separate 
cases  upon  their  merits  in  time  to  avoid  numerous  receiverships 
and  the  possibility  of  a  national  panic. 

"When  wages  have  been  too  low,  the  harm  done  has  been 
offset  by  retroactive  increases.  Losses  of  railway  net  operating 
income  are  irreparable.  You  cannot  make  retroactive  tomorrow 
the  savings  that  should  have  been  made  today. 

"Your  Board  cannot  possibly  write  the  rules  and  working 
conditions  of  every  railroad  in  this  country  and  adjust  them 
equitably  to  varying  geographical,  operating  and  social  condi- 
tions. 

"It  rests  entirely  with  your  Board  to  determine  within  the 
next  few  days  whether  this  whole  situation  shall  drift  into 
chaos  and  orderly  procedure  become  impossible  except  at  the 
price  of  railroad  bankruptcy,  financial  shock  and  still  wider  un- 
employment. 

"The  Labor  Board  can  prevent  this  catastrophe  by  declaring 
that  the  national  agreement,  rules  and  working  conditions  com- 
ing over  from  the  war  period  are  terminated  at  once;  that  the 
question  of  reasonable  and  economical  rules  and  working  condi- 
tions shall  be  remanded  to  negotiations  between  each  carrier 
and  its  own  employes;  and  that  as  the  basis  for  such  negotia- 
tions, the  agreements,  rules  and  working  conditions  in  effect 
on  each  railroad  as  of  December  31,  1917,  shall  be  re-estab- 
lished. 

"If  the  Board  will  do  this,  the  labor  committee  of  the  Asso- 
ciation of  Railway  Executives  will  urge  upon  every  railroad  com- 
pany a  party  to  Decision  No.  2  that  no  proposal  for  the  reduc- 
tion of  basic  wages  shall  be  made  within  the  next  succeeding 
ninety  days.  This  will  afford  an  opportunity  to  gauge  the 
economies  which  can  be  accomplished  through  more  efficient 
rules  and  working  conditions.  It  also  will  afford  additional  time 
in  which  to  realize  the  benefits  of  a  further  decline  in  the  cost 
of  living. 

"The  course  which  we  are  recommending  is  not  only  im- 
perative but  equitable.  When  President  Wilson  issued  his  proc- 
lamation on  December  26,  1917,  assuming  government  control 
of  the  railroads,  he  said: 

Investors  in  railway  securities  may  rest  assured  that  their  rights 
and  interests  will  he  as  scrupulously  looked  after  as  they  would  be 
by  the  directors  of  the  several  railway  systems. 

"In  his  address  to  Congress  on  January  4,  1918,  President 
Wilson  said: 

The  common  administration  will  be  carried  on  with  as  little  dis- 
turbance of  the  present  operating  organizations  and  personnel  of  the 
railways  as  possible. 

"The  War  Labor  Board  declared  that  the  war  period  was 
an  interregnum,  to  be  used  by  neither  the  employer  or  the  em- 
ploye for  the  purpose  of  bettering  or  impairing  the  position  of 
either. 

"To  perpetuate  as  the  normal  rules  and  working  conditions 
on  the  railroads  the  extraordinary  provisions  of  the  war  period 
is  a  distinct  violation  of  all  the  foregoing  promises.  The  war 
has  now  been  over  more  than  two  years.  The  time  has  come 
when,  if  the  railways  are  to  be  efficiently  and  economically 
operated,  in  accordance  with  the  provisions  of  the  transportation 
act,  normal  conditions  of  employment  and  of  working  condi- 
tions must  be  restored  and  increased  efficiency  of  labor  be  se- 
cured. 

"If  your  Board  adopts  the  foregoing  suggestion,  there  is  but 
one  aspect  of  the  wage  question  on  which  we  ask  immediate 
action.  The  basic  rates  now  established  by  your  Board  for  un- 
skilled labor  are  from  39  to  48%  cents  per  hour.  Since  your 
decision  was  made  on  July  20,  1920,  these  rates  have  fallen 
materially  throughout  the  United  States.  For  your  Board  to 
require  the  railroads  to  continue  to  pay  wages  to  unskilled 
labor  far  in  excess  of  those  paid  by  other  industries  is  unfair 
to  those  industries,  and  bears  with  grave  injustice  upon  the 
great  body  of  our  farmers.  Within  the  next  month  or  six 
weeks  practically  all  of  the  railways  of  the  country  must  re- 
cruit their  unskilled  labor  forces.  It  is  desirable  that  a  large 
part  of  the  work  for  which  these  men  are  necessary  be  concen- 
trated in  periods  when  the  same  labor  is  not  needed  in  har- 
vesting the  crops.  We  therefore  ask  Ihe  immediate  permission 
of  your  board  to  pay  for  unskilled  labor  not  less  than  the  pre- 
vailing rate  of  wages  in  the  various  territories  served  by  any 
carrier,  in  accordance  with  section  307  of  the  transportation  act. 

"I  regret  the  urgency  of  the  foregoing  presentation.  Its 
informality  does  not  indicate  any  intention  on  the  part  of  the 
railway  companies  to  violate  the  principle  of  orderly  procedure 
in  such  matters.  But  to  sit  by  and  see  this  situation  develop 
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without  bringing  it  promptly  and  strongly  to  the  attention  of 
this  Board  would  be  to  sacrifice  both  the  spirit  and  the  letter 
of  the  transportation  act. 

"In  our  judgment,  unless  the  proposed  measures  be  taken 
promptly  by  your  Board,  a  situation  will  shortly  develop  in 
which  orderly  procedure  will  become  entirely  impossible.  Your 
Board  will  be  faced  with  the  gravest  responsibilities,  which  it 
could  not  possibly  successfully  perform,  in  a  condition  of  na- 
tional confusion,  if  not  of  chaos." 

Remarks  by  Barton 

Following  the  presentation  of  the  statement,  B.  M.  Barton, 
chairman  of  the  Labor  Board,  made  a  few  remarks  advising  co- 
operation between  the  roads  and  their  employes. 

"The  board  is  well  aware,"  he  said,  "that  the  railroads  are 
badly  in  need  of  help  at  the  present  time.  The  matter  of  wage 
adjustment  is  certain  to  come  before  this  board  soon,  and  the 
present  laying  off  of  men  serves  only  to  accentuate  the  need  for 
such  adjustment. 

"It  is  apparent  that  the  present  high  rates  impede  traffic. 
Representations  have  been  made  to  the  board  that  shipments  of 
fruits  have  been  materially  curtailed  due  to  the  present  high 
freight  rates.  The  same  is  said  to  be  true  of  other  kinds  of 
freight,  and  we  were  informed  by  one  shipper  that  thousands  of 
acres  of  onions  have  recently  been  plowed  under  because  they 
could  not  be  profitably  marketed  at  the  present  time. 

"I  would  suggest,  therefore,  that  Gen.  Atterbury's  commit- 
tee go  into  immediate  conference  with  representatives  of  the 
railroad  employes  to  see  whether  an  agreement  can  be  arrived  at 
on  the  basis  of  this  statement.  The  matter  is  a  weighty  one  for 
the  board  to  decide  to  the  satisfaction  of  both  sides,  and  the 
present  case,  regarding  rules  and  regulations,  shows  little  signs 
of  coming  to  a  close." 

Mr.  Atterbury  replied  that  the  purpose  of  his  statement  was 
to  persuade  the  board  to  lay  aside,  for  the  present,  the  considera- 
tion of  national  agreements  and  to  take  up  the  termination  of 
conditions  on  individual  railroads,  as  requested.  He  said  that 
a  delay  of  a  few  days  would  flood  the  board  with  requests  for 
wage  reductions. 

"When  the  wage  increases  were  granted  in  Decision  No.  2," 
said  the  chairman,  "it  seemed  to  be  necessary  to  have  some  con- 
ditions under  which  these  increases  should  apply.  For  this  rea- 
son the  national  agreements  were  drawn  up.  I  would  like  to 
ask  the  railroads  where  they  would  be  left  in  case  these  agree- 
ments should  be  summarily  abrogated?" 

"They  would  be  left  right  where  they  should  be,"  was  the 
reply.  "As  stated  in  our  request,  we  would  like  to  have  the  rules 
governing  labor  exactly  on  the  same  basis  as  they  were  on  De- 
cember 31,  1917." 

B.  M.  Jewell,  president  of  the  railway  employes'  department 
of  the  American  Federation  of  Labor,  asked  for  an  opportunity 
to  prepare  a  reply  to  Mr.  Atterbury's  statement.  It  was  an- 
nounced that  the  board  had  decided  to  give  him  that  opportu- 
nity before  passing  on  the  roads'  requests. 

Men  Wire  to  Wilson 

Seven  chiefs  of  railroad  brotherhoods-  later  in  the  day  sent 
a  telegram  to  President  Wilson  protesting  against  the  railroads' 
attempt  "to  destroy  railroad  labor  organizations."  The  telegram 
was  signed  by  Mr.  Jewell,  J.  J.  Hynes,  international  president 
of  the  Amalgamated  Sheet  Metal  Workers;  Martin  F.  Ryan,  gen- 
eral president  of  the  Brotherhood  of  Railway  Carmen;  James  P. 
Noonan,  international  president  of  the  International  Brotherhood 
of  Electric  Workers;  J.  W.  Kline,  president  of  the  International 
Brotherhood  of  Blacksmiths,  Drop  Forgers  and  Helpers;  J.  A. 
Franklin,  president  of  the  International  Brotherhood  of  Boilermak- 
ers, Iron  Ship  Builders  and  Helpers,  and  J.  F.  Anderson,  vice- 
president  of  the  International  Association  of  Machinists. 

The  message  charges  that  Mr.  .  Atterbury  has  disre- 
garded the  transportation  act  by  neglecting  the  proper  agen- 
cies through  which  to  make  his  appeal.  It  says  that  the  railroads' 
move  is  an  attempt  to  take  advantage  of  the  present  temporary 
business  depression  to  force  down  the  railroad  workers'  pay  and 
so  help  to  disrupt  the  existing  railroad  workers'  unions.  "Mr.  At- 
terbury's object,"  the  message  says,  "is  not  so  much  immediate 
financial  relief  to  the  railroads  as  to  break  down  labor  organiza- 
tions and  place  wages  and  working  conditions  on  a  pre-war  basis, 
so  that  railway  profits  may  be  enhanced  when  prosperity  re- 
turns." 

The  telegram  makes  ten  specific  charges  which,  it  declares, 
are  based  on  facts  disclosed  by  an  investigation  of  the  manage- 
ment of  the  railroads: 

"That  the  transportation  system  of  the  country  is  absolutely 
controlled  by  the  New  York  banking  group  centering  around  the 
house  of  Morgan. 

"That  this  group  is  treating  economical  service  to  the  public 
and  the  welfare  of  its  employes  as  a  condition  secondary  to  the 

Ish  purpose  of  squeezing  shippers  and  fanners  and  of  de- 
stroying legitimate  organization  of  their  employes. 

That  Investigations  made  by.  government  agencies  all  show 
inroads  have  encouraged  inefficiency  and  inflated  costs. 
That  the  roads  have  deliberately1  prevented  employes  from 


showing  records  of  efficiency  under  the  national  agreements  and 
in  many  cases  have  undermined  morale. 

"That,  despite  claims  as  to  the  restoration  of  efficiency  under 
private  ownership,  the  roads  have  found  it  to  their  interests 
temporarily  to  operate  inefficiently  and  uneconomically. 

"That  they  are  attempting  to  discredit  organized  labor  by 
charging  this  lack  Of  economy  to  the  organizations  of  their  em- 
ployes. 

"That  they  have  revived  the  old  financial  practices  which 
prevailed  previous  to  the  passage  of  the  Clayton  act  in  1914. 

"That  they  have  contracted  with  concerns  controlled  by  them 
for  the  repairs  of  hundreds  of  locomotives  and  tens  of  thousands 
of  freight  cars  at  excessive  prices. 

"That  in  the  above  outlined  practices  they  have  conspired  to 
inflate  the  cost  of  railroad  operation,  to  destroy  the  morale  of 
railroad  employes,  to  disrupt  legitimate  organizations  of  their 
employes,  and  especially  to  charge  all  consequent  disorganization 
and  lack  of  economy  to  governmental  policies  inaugurated  under 
your  administration,  thereby  aiming  to  secure  opportunity  for 
further  exploitation." 

The  telegram  concludes  with  a  request  to  the  President  to 
take  immediate  steps  to  have  all  the  evidence  in  the  case  pre- 
sented to  the  Interstate  Commerce  Commission. 

Cuyler  Wires  to    President 

Thomas  DeWitt  Cuyler,  chairman  of  the  Association  of  Rail- 
way Executives,  telegraphed  President  Wilson,  February  1,  spe- 
cifically denying  everyone  of  the  charges  made  by  the  railroad 
labor  leaders  in  their  telegram  of  the  previous  day.  He  pointed 
out  that  the  labor  costs  of  the  railroads  have  increased  $2,000,- 
000,000  a  year  since  1917,  and  said  that  the  roads  were  merely 
asking  abrogation  of  the  national  agreements  so  that  the  money 
saved  thereby  could  be  applied  to  postpone  reduction  in  the 
wages  of  the  working  forces. 

"I  understand  from  press  dispatches  a  telegram  has  been 
sent  you  by  the  heads  of  certain  railway  organizations,"  says 
the  telegram.  "If  correctly  reported,  the  charges  contained 
therein  are  deliberate  and  gross  misrepresentations.  They  are 
propaganda  intended  to  discredit  private  management  of  rail- 
roads in  the  interest  of  the  Plumb  plan  and  to  defeat  efforts 
which  are  being  made  in  good  faith  to  abolish  rules  and  working 
conditions  which  were  adopted  as  war  measures,  the  continu- 
ance of  which  are  causing  inefficiency  and  waste  in  railway  op- 
eration that  are  costing  hundreds  of  millions  of  dollars. 

"The  charge  that  the  railroads  of  the  country  are  controlled 
by  a  single  banking  group  in  New  York  is  untrue  and  is  known 
to  be  untrue  by  everyone  familiar  with  railroad  affairs. 

"The  charge  that  since  the  resumption  of  private  opera- 
tion, inefficiency  and  lack  of  economy  have  been  deliberately 
encouraged  is  conclusively  disproved  by  the  record  of  the  rail- 
roads from  March  1  to  the  end  of  1920.  In  its  annual  report  to 
Congress  on  December  9,  1920,  the  Interstate  Commerce  Com- 
mission stated: 

Comparing  August,  1920,  with  August,  1919,  the  increased  mileage 
had  the  effect  of  increasing  the  car  supply  287,694  cars;  the  increased 
tonnage  per  car  had  the  effect  of  increasing  the  car  supply  approxi- 
mately 104.942  cars. 

"During  this  period  the  railroads  increased  the  average 
movement  per  freight  car  per  day  6.3  miles— from  22.3  to  28.6 
miles.  They  increased  the  average  load  per  car  1.7  tons — from 
28.3  to  30  tons.  They  reduced  the  accumulation  of  loaded  but 
unmoved  cars  from  103,237  on  March  1  to  practically  zero  on 
December  31. 

"The  truth  is — as  every  shipper  and  traveler  knows  of  his 
own  experience — that  the  railways  were  never  more  efficiently 
operated  than  in  the  last  ten  months  of  1920.  Never  before 
was  so  much  service  rendered  with  each  car,  each  locomotive, 
each  mile  of  track,  and  each  ton  of  coal. 

"The  charge  that  the  railroads  sent  cars  and  locomotives 
to  outside  shops  for  repair  because  of  any  dual  financial  interest 
is  entirely  untrue.  The  Interstate  Commerce  Commission  has 
already  taken  jurisdiction  over  this  matter,  and  the  railroads 
are  prepared  to  fully  prove  before  the  Commission  the  impera- 
tive necessity  of  their  action.  They  will  show  that  the  com- 
parisons of  cost  given  were  misleading;  that  the  repairs  in  ques- 
tion were  of  the  heaviest  character;  that  they  frequently  in- 
volved substantial  rebuilding;  and  that  so  far  as  possible  this 
equipment  was  sent  to  the  shops  at  which  it  had  originally  been 
constructed  for  the  obvious  reason  that  said  shops  had  extra 
parts,  patterns  and  tools  which  would  enable  them  to  effect 
these  repairs  efficiently  and  promptly. 

"The  major  field  of  imperative  economy  at  the  present  .mo- 
ment is  in  the  labor  cost  of  railway  operation.  In  1917  this  was 
approximately  $1,700,000,000.  During  the  greater  part  of  1920 
it  ran  at  the  rate  of  approximately  $3,700,000,000.  The  fact  is 
that  the  labor  cost  of  railway  operation  grew  during  the  war 
period  to  a  point  where  it  absorbed  the  entire  increase  in  rail- 
way operating  revenues  and  is  at  this  moment,  despite  the  in- 
crease in  rates  granted  by  the  Interstate  Commerce  Commission 
on  August  26,  1920,  leaving  many  .railroads,  in.  the  face  of  de- 
clining traffic,  practically  stripped  of  earning  power. 

"When   General   Atterbury  went  before  the  United   States 
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l.iiliiir  Hoard  and  called  its  attention  to  the  fact  that 
numerous  companies  ^cannot  even  earn  their  operating  expenses 
under  conditions  of  present  costs  and  traffic  and  asked  for  the 
immediate  abrogation  of  these  agreements,  rules  and  working 
conditions,  he  was  proceeding  in  strict  conformity  with  both  the 
spirit  and  the  letter  of  the  transportation  act.  Unless  these 
rules  and  working  conditions  had  been  continued  by  mutual 
consent  they  would  have  terminated  on  September  1,  1920,  in 
accordance  with  the  transportation  act  and  would  not  now  be  in 
effect  had  not  the  United  States  Railroad  Labor  Board  In  its 

;e  decision  of  July  20,  1920,  asked  the  railroad  companies  .to 

iiiue  them  temporarily  pending  a  hearing. 

"The  fact  that  this  hearing  tends  to  be  protracted  at  a  time 
when  the  necessity  for  economy  grows  with  every  hour  pro- 
duced a  situation  requiring,  in  our  judgment,  drastic  and  imme- 
diate action. 

"The  suggestion  that  we  should  hold  a  conference  with  the 
leaders  of  tie  labor  organizations  offers  no  solution  of  the  diffi- 
culty. Each  railway  company  is  prepared  to  negotiate  with  its 
employes  proper  rules  and  working  conditions  adapted  to  dif- 
ferent conditions  in  various  parts  of  this  country.  It  is  utterly 
impossible  for  the  United  States  Railroad  Labor  Board  to  make 
uniform  rules  and  working  conditions  for  all  the  railroads  of 
the  country  without  causing  abuses  like  the  present,  when, -by 
a  mere  change  In  title,  four  of  the  employes  of  the  Pere  Mar- 
quette  Railway  had  to  be  paid  over  $9,300  in  back  pay,  without 
any  change  in  character  or  volume  of  work. 

"It  would  be  equally  impossible  for  any  joint  conference 
between  all  railroads  and  all  organizations  of  employes  to  draft 
a  uniform  set  of  rules  not  subject  to  the  same  abuses.  • 

"The  action  requested  by  General  Atterbury  on  behalf  of 
the  railroad  companies  is  the  only  action  which  with  government 
sanction  can  free  the  hands  of  the  railway  executives  and  enable 
them  by  orderly  procedure  with  their  own  men  to  develop  ap- 
propriate rules  and  working  conditions. 

"All  suggestions  of  other  investigations  or  of  the  transfer  of 
this  subject  to  some  other  body  are  not  only  not  in  accordance 
with  the  transportation  act,  but  necessarily  involve  that  very 
delay  the  avoidance  of  which  was  the  purpose  of  General  Atter- 
bury's  presentation  on  Monday. 

,  "The  only  rules  that  stand  the  tests  of  practical  operation 
and  do  not  involve  endless  controversy  are  rules  which  are  nego- 
tiated between  each  management  and  its  own  men  an.dhave  be- 
hind them  a  common  understanding.  The  opportunity  of  securing 
this  is  requested  by  the  railroads  in  the  interests  of  that  effi- 
cient and  economical  operation  required  by  the  transportation 
act,  and  is  not  only  for  the  purpose  of  enabling  the  railroads 
to  achieve  the  earning  power  contemplated  under  that  act,  but 
also  in  the  interests  of  an  ultimate  reduction  in  transportation 
rates  to  the  public. . 

"Last,  but  not  least,  it  is  in  the  interest  of  the  men  who 
work  upon  these  railroads.  As  General  Atterbury  stated,  we 
recognize  that  as  the  wages  of  railroad  employes  were  the  last 
to  go  up,  they  should  also  be  the  last  to  come  down,  and  If  by 
restoring  the  conditions  necessary  to  efficient  r.nA  economical 
operation,  the  railroads  can  postpone  for  a  reasonable  period  the 
reduction  of  basic  wages  which  will  ultimately  be  required,  they 
will  be  only  too  glad  to  do  so  in  the  interests  of  the  great  body 
of  their  employes. 

"The  pressing  financial  necessities  of  the  railroads  are  such 
that  if  denied  the  opportunity  of  initial  economy  through  proper 
rules  and  working  conditions,  their  only  other  recourse  must  "be 
in  a  reduction  of  basic  wages. 

"The  railway  executives  are  proceeding  in  this  matter  with 
the  keenest  sense  of  obligation  to  the  public.  They  feel  that 
they  are  trustees  of  a  great  public  interest  in  the  reduction  of 
railway  operating  expenses  to  a  normal  level.  They  feel  that  in 
moving  in  this  matter  they  are  representing  not  only  their  own 
interests,  but  the  interests  of  the  farmer,  the  consumer,  labor 
and  manufacturers  in  other  industries,  and  the  railway  em- 
ployes themselves.  They  have  every  confidence  that  at  a  time 
when  the  various  industries  and  workers  of  the  country  are 
each  making  their  respective  contributions  to  a  decline  in  the 
cost  of  living  and  a  return  to  normal  conditions,  the  great  body 
of  railway  employes  themselves  will  certainly  not  refuse  to  make 
their  similar  contribution." 

Telegraph  Battle  Continued 

The  battle  of  words  between  the  railroad  executives  and  the 
brotherhoods  cortifcued  February  2.  The  labor  leaders  sent  a 
second  telegram  to  President  Wilson,  in  which  they  denied  the 
railroads'  charge  that  their  first  telegram  was  "Plumb  plan  prop- 
aganda." All  the  charges  made  'in  their  first  telegram  which 
were  denied  by  W.  W.  Atterbury  'In  his  wire  on  behalf  of  the 
roads  were  reiterated  in  the  second  message.  The  appearance 
before  the  Labor  Board  of  B.  M.  Jewell,  in  behalf  of  the  labor 
men  is  expected  by  the  labor  men  to  reveal  important  points. 
This  is  hinted  at  in  the  telegram,  which  says: 

"We  shall  show  that  the  railroads  are  controlled  by  an  inner 
group  of  New  York"  banking  houses.  We  shall  show  further  that 
it  is  the  bankers  who  are  responsible  for  the  fiscal  needs  of  the 
railroads.  There  is  no  doubt  that  the  temporary  requirements 
of  the  railroads  could  be  financed  by  the  bankers  if  they  were 


as  much  interested  in  the-  maintenance  of  railway  credit  as  evi 
dently  some  of  them  are  In  crushing  labor  organizations  and  in 
reducing  wages." 

W.  W.  Atterbury,  vice-president  of  the  Pennsylvania  Lines, 
whose  statement  before  the  Labor  Board,  January  31,  started 
the  controversy,  made  public  a  statement  immediately  after  the 
dispatching  of  the  second  labor  telegram.  He  gave  some  sta- 
tistics purporting  to  show  the  Inefficiency  of  railroad  operation 
under  the  present  national  agreements. 

"In  the  year  1917,  before  government  operation  was  adopted," 
says  the  statement,  "the  railroads  employed  302,828  machinists, 
boilermakers,  blacksmiths,  electricians,  air  brakemen,  car  in- 
spectors, car  repairers,  other  skilled  employes  and  machinists' 
helpers  and  apprentices.  In  1920,  when  the  number  of  locomo- 
tives and  cars  to  be  maintained  was  only  slightly  larger  than 
in  1917,  they  had  443,774,  an  increase  of  140.946,  or  47  per  cent. 
The  total  wages  paid  to  these  employes  in  1917  was  $317,879,549, 
while  in  1920,  after  the  advance  in  wages  granted  by  the  Labor 
Board  last.  July,  their  wages  we.re  running  at.  the  rate  of  ap- 
proximately $890,000,000  a  year,  an  increase  over  1917  of  180 
per  cent. 

"Another  class  of  employes  included  in  one  of  the  national 
agreements  is   clerks.    In   1917  the  railways  employed   184,063 
clerks,  while  in  1920,  when  business  was  normal,  they  were  em- 
ploying 238,693  clerks,  an  increase  of  29  per  cent." 
Serious  Plight  of  the  Carriers 

Mr.  Atterbury,  in  behalf  of  the  executives,  issued  another 
statement  February  3,  in  which  he  said  he  had  been  advised 
by  Thomas  DeWitt  Cuyler,  chairman  of  the  Association  of  Rail- 
way Executives,  that  a  canvass  of  most  of  the  railroads  of  the 
country  showed  that  36  of  the  largest  roads  failed  to  earn 
operating  expenses  in  the  month  of  January. 

"When  I  went  before  the  United  States  Railroad  Labor 
Board  on  Monday  morning,  January  31,"  said  Mr.  Atterbury. 
"there  was  an  emergency  requiring  prompt  and  energetic  action 
by  the  Board.  I  said: 

Many  railroads  are  not  now  earning,  and  with  present  operating 
'  costs  and  traffic    have  no  prospect  of  earning  even  their  bare  operat- 
ing expenses,  leaving  them  without  any  net  return  and  unable  to  meet 
their  fixed  charges. 

"Since  I  made  the  above  statement  I  have  been  advised  by 
Mr.  Thomas  DeWitt  Cuyler,  chairman  of  the  Association  of  Rail- 
way Executives,  of  the  result  of  a  canvass  of  the  operating  re- 
sults of  most  of  the  railways  of  the  country  for  the  month  of 
January.  -  It  is  understood,  of  course,  that  it  is  impossible  to 
close  the  actual  accounts  so  soon  after  the  end  of  the  month, 
and  that  the  results  of  the  latter  part,  therefore,  have  to  be 
estimated. 

"This  canvass  shows  that  thirty-six  railroads  estimate  that 
they  failed  to  earn  even  their  operating  expenses  for  the  month 
of  January.  Among  these  roads  are:  the  Atlanta,  Birmingham 
&  Atlantic  Railway;  Buffalo  &  Susquehanna  Railroad;  Central 
of  Georgia  Railway;  Detroit,  Toledo  &  Ironton  Railroad;  Erie 
Railroad;  Great  Northern  Railway;  Gulf  &  Ship  Island  Railroad; 
•Hocking  Valley  Railway;  Long  Island  Railroad;  Minneapolis, 
St.  Paul  &  Sault  Ste.  Marie  Railway;  Maine  Central  Railroad; 
New  York,  New  Haven  &  Hartford  Railroad;  Northern  Pacific 
Railway;  Philadelphia  &  Reading  Railway. 

"While  earning  their  operating  expenses,  twenty-eight  addi- 
tional roads  estimate  that  they  did  not  earn  their  taxes  and  fixed 
charges  during  the  month  of  January.  Among  these  are:  The 
Arizona  Eastern  Railroad;  Atlantic  Coast  Line;  Baltimore  & 
Ohio  Railroad;  Boston  &  Maine  Railroad;  Chicago,  Indianapolis 
&  Louisville  Railway;  Chica'go,  Milwaukee  &  St.  Paul  Railway: 
Chicago,  Rock  Island  &  Pacific  Railway;  Lehigh  Valley  Railroad; 
Minneapolis  &  St.  Louis  Railroad;  Missouri  Pacific  Railroad; 
Norfolk  Sbuthern  Railroad;  -Pennsylvania  Railroad;  Pere  Mar- 
quette  Railway;  Western  Maryland  Railway;  and  the  Wheeling 
&  take  Erie  Railway. 

"Under  present  traffic  and  operating  conditions  these  were 
the  results  despite  tne  fact  that  the  sixty-four  companies  referred 
to — of  which  only  a'  partial  list  is  given  above — have.  In  the 
aggregate,  decreased  their  labor  cost  of  operation  by  laving  off 
approximately  200,000  employes  since  September  1.  1920. 

"These  companies  have  a 'total  main  line  mileage  of  more 
than  100,000  miles  and  constitute  approximately  40  per  cent  of 
the  railroad  mileage  of  the  country. 

"In  addition,  there  are  other  companies  of  -well-established 
earning  power  under  normal  conditions  which  expect  their  earn- 
•  ings  for  January  to  exceed  their,  fixed  charges  by  only  a  narrow 
margin. 

"The  railroads  cannot  believe  that  the  United  States  Rail- 
road Labor  Board,  which  by  its  wage  decision  of  July  20,  1920, 
has  kept  these  national  agreements,  rules  and  working  conditions 
in  existence  since  September  1,  can  or  will  deny  to  the  railroads 
and  to  the  public  the  relief  requested. 

"Included  in  the  above  figures  of  lay-offs  and  mileage  are 
a  number  of  companies  which  I  have  not  specifically  mentioned, 
which  in  previous  years  have  also  had  difficulty  in  approximating 
a  fair  earning  power.  In  a  developing  country  like  the  JJnited 
States  there  always  has  been  a  number  of  such  railways.  Their 
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economic  and  traffic  conditions  have  not  justified  the  payment 
of  trunk  line  wages  nor  the  observance  of  trunk  line  conditions 
of  work,  even  when  these  have  been  far  more  reasonable  and 
less  costly  than  at  present.  Nevertheless,  the  augmentation  of 
their  difficulty  only  goes  to  illustrate  that  it  Is  economically 
unsound,  and  can  only  be  fraught  with  disaster,  to  attempt  to 
compel  all  of  the  railroads  of  the  country,  regardless  of  their 
differing  conditions,  to  meet  precisely  the  same  wages  and  the 
same  working  arrangements. 

"Our  application  to  terminate  immediately  the  wartime  work- 
ing arrangements  which  do  apply  alike,  regardless  of  these  dif- 
fering conditions,  is  simply  the  attempt  to  secure  government 
sanction  for  the  necessary  process  whereby  these  railroads  can 
again  fit  their  expenses  and  operating  rules  to  the  conditions 
of  the  territories  whose  public  servants  they  are. 

"All  the  suggestions  for  laying  this  matter  before  Congress 
or  some  other  public  body,  with  the  implication  that  if  not  so 
done  the  condition  is  not  really  serious,  will,  I  am  sure,  mislead 
no  one. 

"Congress  has  passed  the  Transportation  Act.  The  Interstate 
Commerce  Commission,  pursuant  to  that  Act,  has  fixed  rates. 
Nevertheless,  the  railroads  cannot  achieve  their  earning  power 
under  continuing  abnormal  and  inflated  operating  expenses,  of 
which  the  labor  cost  is  the  principal  item.  Hence,  in  accordance 
with  the  letter  and  spirit  of  the  Transportation  Act,  the  rail- 
roads are  before  the  one  body  which  ought  to  grant  them  relief 
— namely,  the  United  States  Railroad  Labor  Board. 

"For,  as  I  said  on  Monday,  at  a  time  when  wages  and  prices 
are  falling  in  the  field  of  agriculture  and  in  the  other  industries 
of  the  country,  the  public  has  a  right  to  demand  that  the  sol- 
vency of  the  railroads  shall  be  assured  by  economy  in  operation, 
and  not  by  any  further  general  increase  in  rates. 

"The  fight  which  the  railroads  are  now  making  is  not  only 
their  own  fight,  but  the  fight  of  the  farmer,  the  consumer,  and 
of  the  working  man  and  employer  in  every  industry  of  the 
country." 

Time  for  Hearing  the    Men 

Before  resuming  the  hearing  on  rules  and  regulations  Feb- 
uary  1,  Chairman  Barton,  of  the  Railway  Labor  Board,  issued  a 
statement  in  which  he  said  that  the  Board  had  held  a  short 
executive  session  that  morning  to  consider  the  statement  made 
before  it  on  the  previous  day  by  W.  W.  Atterbury  in  behalf  ot 
the  Association  of  Railway  Executives.  It  had  been  decided,  he 
said,  to  allow  B.  M.  Jewell,  president  of  the  railway  employes' 
department  of  the  American  Federation  of  Labor,  and  other 
labor  representatives  an  opportunity  to  answer  Mr.  Atterbury's 
statement  on  February  3. 

However,  when  February  3  arrived,  the  board,  at  the  re- 
quest of  B.  M.  Jewell,  in  behalf  of  the  railroad  labor  leaders,  post- 
poned the  hearing  of  the  labor  side  of  the  controversy  until  Feb- 
ruary 7.  Mr.  Jewell  said  the  labor  organizations  desired  more 
time  to  time  prepare  their  case. 

That  a  general  railroad  strike  will  follow,  if  the  Labor 
Board  accedes  to  the  request  of  the  railroads  to  abrogate  the 
national  agreements,  Is  the  prophecy  of  some  labor  leaders. 

William  Schoenberg,  organizer  for  the  machinists'  union, 
in  a  speech  before  the  federated  trades  council  at  Milwaukee, 
predicted  a  nation-wide  strike  if  the  agreements  were  canceled. 
S.  J.  Pegg,  international  secretary-treasurer  of  the  Maintenance 
of  Way  Employes  and  Railway  Shop  Laborers'  Union,  issued  a 
statement  at  Detroit  in  which  he  said  the  370,000  members  of 
the  organizations  would  walk  out,  without  waiting  for  the  for- 
mality of  a  strike  vote,  as  soon  as  the  first  wage  cut  was  made 
or  the  national  agreements  abrogated. 

The  international  and  national  officers  of  the  sixteen  major 
railway  employes'  organizations  have  been  called  to  attend  a 
meeting  in  Chicago,  preparatory  to  the  presentation  of  their 
side  of  the  question  to  the  Labor  Board,  January  7. 

The  railroads  February  3  finished  their  case  before  the 
Board,  in  the  matter  of  rules  and  regulations,  and  the  Board 
was  expected  to  hold  several  executive  spssions  before  hearing 
the  labor  arguments  on  Monday.  Besides  B.  M.  Jewell,  who  will 
speak  for  the  American  Federation  of  Labor,  several  heads  of 
independent  unions  are  expected  to  present  arguments. 

CHANGES  IN  DOCKET 

Hearing  in  12040,  The  American  Box  Board   Company  of 
Grcnrt    Ranids.    Mich.,   vs.   Grand   Trunk   Ry.   of  Canada   et   al 
assigned  for  February  4  at  Grand  Rapids,  was  reassigned  for 
February  5  at  Grand  Rapids. 

Hearing  In  11892,  TTnited   States  War  Department  Inland 

Waterways  Mi«sissippi-Warrior  Service  vs.  Abilene  &  Southern 

t  al.,  and  11893.  United  States  War  Denartment  Inland  Water- 

3  Mississippi-Warrior  Service  vs.  Abilene  &  Southern  et  al., 
assigned  for  January  31  at  New  Orleans,  were  postponed  to  a 
date  to  be  hereafter  fixed. 


LOAN   FOR   P.  &  R. 

The  Philadelphia  &  Reading  Rallwav  Company  has  applied 
the  Commission  for  a  loan  of  $1,185,625  to  cover  in  part 
litures  for  equipment  now  under  construction 


INTRASTATE  RATE  ADVANCES 

Suit  was  filed,  February  1,  in  the  federal  court,  by  Edward 
J.  Brundage,  attorney-general  of  Illinois,  against  the  United 
States  and  the  carriers,  seeking  to  enjoin  the  order  of  the  Inter- 
state Commerce  Commission,  Docket  No.  11703,  in  the  matter  of 
intrastate  rates  within  the  state  of  Illinois,  which  order  is  print- 
ed in  full  elsewhere. 

The  petition  alleges  that  section  15a  and  paragraph  4  of 
section  13  of  the  interstate  commerce  act  are  unconstitutional 
in  that  they  are  in  excess  of  the  authority  conferred  on  Congress 
by  the  Constitution,  and  that  the  order  in  docket  No.  11703  is 
in  excess  of  the  power  of  the  Interstate  Commerce  Commission 
according  to  the  interstate  commerce  act.  It  further  alleges  that 
the  order,  taken  together  with  the  reports  in  Ex  Parte  74, 
amounts  to  the  assumption  by  the  Interstate  Commerce  Commis- 
sion of  complete  power  to  prescribe  all  intrastate  rates.  The 
allegations  are  also  made  that  the  enforcement  or  the  order  in 
No.  11703  would  result  in  greater  discriminations  than  those 
which  it  seeks  to  destroy,  and  that,  under  the  order,  the  car-  ; 
riers  are  authorized  to  receive  a  greater  compensation  in  the 
aggregate  for  transportation  for  a  shorter  than  for  a  longer 
distance  over  the  same  route,  in  violation  of  section  4  of  the  act. 

In  a  bulletin  to  state  commissions  January  29,  relative  to 
the  decision  of  the  Commission  in  the  Illinois  intrastate  freight 
rate  case,  John  E.  Benton,  general  solicitor  of  the  National  As- 
sociation of  Railway  and  Utilities  Commissioners,  characterized 
the  decision  as  "more  extreme  as  an  attempted  exercise  of  the 
federal  power  than  any  that  has  been  before  made  by  the  Com- 
mission." The  bulletin  follows: 

"On  the  27th  instant  the  Interstate  Commerce  Commission 
issued  an  order  in  the  above  case,  dated  January  11,  1921,  re- 
quiring intrastate  freight  rates  in  Illinois  to  be  advanced  40 
per  cent  and  milk  and  cream  rates  20  per  cent.  This  order  is 
more  extreme  as  an  attempted  exercise  of  the  federal  power 
than  any  that  has  been  before  made  by  the  Commission,  for 
the  reason  that  Illinois  falls  partly  within  Official,  partly  with- 
in Southern,  and  partly  within  Western  Classification  terri- 
tories. The  order  imposes  on  intrastate  freight  traffic  through- 
out Illinois  the  increase  of  40  per  cent,  which  was  allowed  in 
Official  Classification  territory.  The  result  is  that  upon  Illinois 
traffic  moving  from  and  to  points  in  Western  territory  outsjde 
Illinois  there  is  an  advance  of  35  per  cent  and  upon  like  traffic 
moving  from  and  to  points  in  Southern  territory  outside  Illinois 
an  advance  of  33%  per  cent,  while  upon  the  same  rail  lines, 
but  within  the  state  of  Illinois,  the  increase  now  ordered  by  the 
federal  commission  Is  40  per  cent.  The  state  commission  had 
allowed  a  35  per  cent  increase  in  freight  rates  upon  all  intrastate 
traffic.  From  the  decision  of  the  federal  commission  the  follow- 
ing commissioners  dissented  without  filing  a  written  opinion: 
Commissioners  Hall,  Eastman,  and  Potter.  The  order  is  to  be 
effective  on  or  before  March  7,  upon  not  less  than  5  days'  notice, 
as  prescribed  by  section  6  of  the  Interstate  Commerce  Act. 
Directly  upon  the  issuance  of  the  order  the  carriers,  in  accord- 
ance with  what  now  appears  to  be  their  common  practice,  made  ap- 
plication to  the  federal  court  for  an  injunction  to  restrain  the 
state  authorities  from  seeking  to  enforce  the  rates  prescribed 
by  the  state  commission.  The  application,  however,  was  denied 
on  a  statement  by  the  Attorney  General  that  he  did  not  intend 
to  proceed  in  the  state  court,  but  to  begin  an  action  in  the 
federal  court  to  review  the  order  of  the  federal  commission." 

The  Steubenville,  East  Liverpool  &  Beaver  Valley  Traction 
Company  has  filed  a  petition  with  the  Commission,  averring  that 
by  reason  of  various  franchise  ordinances  and  regulations  im-  j 
posed  under  the  authority  of  Ohio  and  Pennsylvania,  it  has  been 
unable  to  increase  its  rates,  fares  and  charges  for  the  trans- 
portation of  intrastate  traffic  to  the  basis  in  effect  on  interstate 
traffic. 

The  Commission  has  instituted  an  investigation  of  the  case 
by  an  order  in  No.  12092,  "Ohio  and  Pennsylvania  Rates,  Fares 
and  Charges."  The  same  issue  is  involved  in  the  proceeding  as 
in  the  intrastate  rate  cases  instituted  by  the  steam  railroads 
because  of  the  refusal  of  numerous  state  commissions  to  allow 
advances  in  intrastate  rates  in  the  same  percentage  amounts  as 
authorized  by  the  Commission  in  Ex  Parte  74.  This  is  the  first 
case  brought  before  the  Commission,  however,  where  the  ob- 
stacle to  advances  in  intrastate  rates  is  in  the  form  of  franchise 
ordinances. 

On  petition  of  the  Pennsylvania-Ohio  Power  and  Light  Com- 
pany, which  avers  that,  by  reason  of  various  franchise  ordi- 
nances and  regulations  imposed  by  the  state  of  Ohio  it  is  unable 
to  increase  its  rates,  fares  and  charges  for  the  transportation 
of  intrastate  traffic  to  the  basis  in  effect  on  interstate  traffic, 
the  Commission  has  entered  an  order  in  No.  12123,  "Ohio  Rates,  | 
Fares  and  Charges,"  providing  for  an  investigation  to  determine 
whether  discrimination  against  interstate  commerce  results  from 
the  situation  as  alleged  by  the  petitioner.  No  date  for  the  hear- 
ing was  fixprt  in  the  order. 

In  a  bulletin  to  state  commissions,  Mr.  Benton  discussed  the  \ 
petition  of  the  Pennsylvania-Ohio  Power  &  Light  Company  as  ; 
follows: 

"The  federal  commission  issued  an  order  of  investigation, 
upon  the  petition  of  the  Pennsylvania-Ohio  Power  &  Light  Com- 
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P. my.  This  is  an  Ohio  corporation  operating  an  interurban  rail- 
\\ny  system  in  and  about  Youngstown,  Ohio.  One  line  operated 
by  the  company  runs  from  Youngstown,  Ohio,  to  Sharon,  Pa. 
On  this  lino,  in  the  Village  of  Hubbard,  Ohio,  the  rates  are  fixed 
by  franchise  from  the  Village  Council.  After  the  passage  of  the 
Transportation  Act  the  company  filed  identical  tariffs,  effective 
October  1,  1920,  with  the  federal  commission  and  the  Ohio  Com- 
mission, raising  the  rates  upon  this  line  within  the  village  of 

iibard  above  the  franchise  rates.  The  federal  commission 
did  not  suspend  the  tariff,  but  the  Ohio  Commission  did,  ruling 
that  it  hud  no  power  to  approve  rates  in  excess  of  those  fixed 
by  franchise.  The  petition  now  filed  with  the  federal  commis- 
sion alleges  that  there  is  in  consequence  a  discrimination  be- 
t  \vtcn  the  intrastate  rates  and  the  interstate  rates  in  the  Vil- 
lage of  Hubbard,  and  asks  the  Commission  to  prescribe  intra- 
state rates  in  that  village  to  remove  the  discrimination,  'the 
said  ordinance  of  the  village  of  Hubbard  to  the  contrary  not- 
withstanding.' 

"This  case  appears  to  present  the  Interesting  and  important 
question  whether  the  Transportation  Act  empowers  the  federal 
commission  to  release  carriers  from  the  effect  of  contract  ordi- 
nances, which,  aside  from  the  provisions  of  the  Transportation 
Act,  the  Supreme  Court  has  held  are  binding  on  carriers  irre- 
spective of  questions  of  return  on  property  value.  The  Com- 
mission's order  in  Ex  Parte  74  did  not  cover  rates  and  fares  on 
electric  roads.  It  is  doubtless  for  this  reason  that  the  order 
made  in  this  case  is  for  an  investigation  'to  determine  the  reas- 
onableness of  petitioner's  interstate  fares  and  whether  the  rates, 
fares,  and  charges  required  by  authority  of  the  state  of  Ohio 
causes,  or  will  cause,  any  undue  discrimination,  etc.' " 

As  to  other  intrastate  rate  cases,  Mr.  Benton  said: 

"Montana  Passenger  Fare  Case:  I  am  advised  by  wire  from 
the  Montana  Commission  that  the  'Supreme  Court  of  Montana 
has  assumed  original  jurisdiction  and  ordered  carriers  to  show 
cause  on  February  14  why  a  perpetual  injunction  should  not 
issue  against  them.'  The  wire  further  says.  'State  commission 
temporarily  restrained  under  section  266  Judicial  Code.'  This 
injunction  I  assume  to  have  been  granted  by  the  federal  court, 
but  the  wire  does  not  so  state. 

"Wisconsin  Passenger  Fare  Case:  Concerning  this  case, 
which  is  pending  in  the  United  States  Supreme  Court  upon  ap- 
peal of  the  state,  and  in  which  a  motion  has  been  granted  to 
advance  the  same  for  argument  upon  February  28,  it  is  my  pur- 
pose to  ask  leave  of  the  court  to  file  a  brief  amious  curise  for 
the  state  commissions  on  behalf  of  which  a  brief  was  filed  before 
the  Interstate  Commerce  Commission  in  the  New  York  passenger 
fare  case. 

"New  York  Passenger  Fare  Case:  In  my  bulletin  of  January 
7,  I  advised  of  a  bill  filed  by  the  Attorney-General  of  New  York 
directly  attacking  the  order  of  the  federal  commission.  Appli- 
cation for  a  temporary  injunction  to  prevent  the  enforcement  of 
the  rates  ordered  was  to  have  been  heard  in  said  proceeding  at 
Norwich,  N.  Y.,  on  January  22,  but  the  hearing  has  been  post- 
poned until  February  19. 

"Illinois  Passenger  and  Freight  Rate  Cases:  The  argument 
upon  continuance  of  the  temporary  injunctions  obtained  by  car- 
riers in  their  suits  to  restrain  the  state  authorities  in  Illinois 
from  enforcing  statutory  passenger  fares,  originally  set  for  De- 
cember 8,  has  been  postponed  until  February  14.  The  state  au- 
thorities have  filed  cross  bills  in  each  of  the  thirty-three  suits 
brought  by  carriers,  making  the  United  States  and  the  federal 
commission  parties  and  attacking  the  order  of  the  federal  com- 
mission. I  also  understand  that  a  separate  suit  will  soon  be 
brought  by  the  state  to  review  both  the  passenger  rate  order 
and  the  freight  rate  order,  just  issued.  The  branch  of  the  Illinois 
case  relating  to  commutation  rates  has  been  set  for  argument 
before  the  federal  commission  on  February  6. 

"Ohio  Passenger  Fares:  In  Ohio  on  January  26,  the  date 
of  the  issuance  of  the  order  of  the  federal  commission,  the  car- 
riers applied  to  the  U.  S.  District  Court  for  the  Southern  Dis- 
trict of  Ohio,  and  obtained  an  injunction  restraining  the  com- 
mission, the  Attorney-General,  and  County  Prosecuting  Officer 
from  doing  any  act  or  prosecuting  any  suit  to  enforce  the  statu- 
tory fare  or  interfering  with  rates  ordered  by  the  federal  com- 
mission. This  prevents  further  prosecution  of  proceedings  here- 
tofore begun  by  the  Attorney-General  of  Ohio  in  the  state  court, 
which  had  been  transferred  to  and  are  now  pending  in  the  federal 
court.  The  injunction  obtained  by  carriers  is  in  the  form  of 
a  restraining  order,  and  is  to  continue  In  force  until  February 
i.  when  arguments  will  be  heard  at  Columbus.  Inasmuch  as 
the  order  of  the  federal  commission  was  not  issued  in  Washing- 
ton until  4  o'clock  on  the  26th,  it  is  evident  that  the  carriers 
moved  with  considerable  celerity. 

"Iowa  Passenger  Fare  Case:  I  learn  from  the  press  that  a 
similar  injunction  restraining  state  authorities  has  been  obtained 
from  the  federal  court  in  Iowa,  but  I  am  unable  to  advise  further. 

"Other  states:  If  court  proceedings  growing  out  of  orders 
f  the  federal  commission  are  pending  in  other  states  I  have 
not  been  advised  of  them." 

Nevada  State  Rate  Case 

Argument  in  the  Nevada  intrastate  passenger  and  freight 

case  was  heard  by  the  Commission,  February  1,  Fred  H. 

vood  appearing  for  the  Nevada  carriers  and  J.  F.  Shaughnessy, 

chairman    of    the    Nevada    commission,    and    Attorney-General 


Fowler  for  the  state.  The  Nevada  commission  denied  the  car- 
riers' applications  for  all  Increases  and  the  carriers  ask  the 
Commission  to  authorize  the  same  percentage  increases  on 
Nevada  passenger  and  freight  traffic  as  were  fixed  In  Ex  Parte  74. 

Mr.  Wood  said  that  the  position  of  the  Nevada  commission 
was  that  all  rates,  fares  and  charges  were  reasonable  at  the  be- 
ginning of  federal  control,  and  that  all  the  rates  were  rendered 
unreasonable  by  the  Director  General's  Order  No.  28.  He  said 
it  took  that  position  notwithstanding  the  great  Increase  In  op- 
erating costs. 

"The  effect  of  the  denial  by  the  Nevada  commission  was  to 
deprive  the  carriers  in  Nevada  of  about  $500,000  net  revenue 
which  they  would  have  received,  based  on  the  business  of  the 
preceding  year,  If  the  intrastate  rates  were  made  to  conform 
with  the  Commission's  findings  in  Ex  Parte  74,"  said  Mr.  Wood. 
"It  relieved  the  Nevada  intrastate  traffic  of  any  contribution  to 
the  interstate  railroads  as  laid  down  by  the  transportation  act. 
It  disturbed  the  relationship  between  interstate  and  intrastate 
rates  to  the  manifest  advantage  of  every  user  of  intrastate  trans- 
portation. The  facts  In  this  case  justify  the  Commission  in 
finding  that  the  whole  body  of  Nevada  intrastate  rates  discrimi- 
nate against  interstate  commerce." 

At  the  time  Ex  Parte  74  was  decided,  Mr.  Wood  said,  Intra- 
state and  interstate  passenger  fares  were  on  the  basis  of  4  cents 
per  mile  in  Nevada.  The  interstate  rates  have  been  advanced  to 
4.8  cnts  per  mile.  He  cited  numerous  instances  of  the  advan- 
tage accruing  to  Intrastate  passengers  and  the  discrimination 
against  persons  and  localities  in  interstate  commerce  as  the  re- 
sult of  the  existing  disparity  between  the  state  and  interstate 
fares. 

Mr.  Shaughnessy  stressed  the  point  that  the  traffic  in 
Nevada  could  not  bear  higher  rates  and  that  the  rates,  fares 
and  charges  in  that  state  were  already  on  an  unreasonable  basis. 

Mr.  Shaughnessy  devoted  practically  all  of  his  time  to  a 
review  of  rate  exhibits  which  were  submitted  at  the  hearing 
before  the  examiner,  to  prove  his  contention  that  intrastate  rates 
in  Nevada  "are  inordinately  high."  He  said  further  that  both 
interstate  and  intrastate  rates,  after  having  been  increased  25 
per  cent  under  Ex  Parte  74,  were  still  lower  than  many  rates 
in  Nevada.  He  asserted  that  application  of  an  increase  of  25 
per  cent  in  freight  rates  within  Nevada  would  "strangle  the 
mining  industry"  of  that  state. 

Mr.  Wood,  in  rebuttal  argument,  asserted  the  Nevada  com- 
mission had  purposely  ignored  the  needs  of  the  carriers  oper- 
ating in  Nevada  and  also  the  findings  of  the  Commission  in  Ex 
Parte  74. 

N.    Carolina    Passenger    Fares 

The  North  Carolina  passenger  fare  case  was  argued  before 
the  Commission  February  2.  Charles  J.  Rixey,  Jr.,  appearing  for 
the  carriers,  explained  that  the  Corporation  Commission  of  that 
state  had  authorized  the  same  percentage  increases  on  intrastate 
traffic  as  fixed  by  the  Commission  in  Ex  Parte  74,  with  the  ex- 
ception of  passenger  fares,  and  increases  in  minimum  ticket  and 
conductor's  penalty  charges.  An  increase  of  20  per  cent  was 
authorized  in  excess  baggage  charges  but  the  North  Carolina 
law  provides  that  the  carriers  shall  carry  200  pounds  of  baggage 
free  whereas  the  interstate  regulation  provides  for  150  pounds. 
The  carriers  ask  that  the  interstate  regulation  also  be  applied  to 
intrastate  baggage. 

Intrastate  passenger  fares  are  on  a  3-cent  basis  In  North 
Carolina  under  a  maximum  fare  law  passed  by  the  state  legisla- 
ture, in  special  session,  August  25,  1920,  the  day  before  the  in- 
creases under  Ex  Parte  74  became  effective.  In  passing  the  law 
the  legislature  directed  the  state  commission  to  submit  a  report 
to  it  at  its  next  session  as  to  the  adequacy  of  the  3-cent  fare. 
The  legislature  is  now  in  session  but  the  report  has  not  yet  been 
submitted,  Mr.  Rixey  said. 

On  short  lines  of  100  miles  or  less  a  maximum  fare  of  3.6 
cents  applies  under  the  state  law.  Mr.  Rixey  said  the  carriers 
would  lose  $1,750,000  a  year,  on  the  basis  of  last  year's  business, 
if  the  fares  remained  on  the  3-cent  basis,  Instead  of  3.6  cents, 
the  interstate  fare,  under  Ex  Parte  74.  He  said  the  issue  in  the 
North  Carolina  case  was  identical  with  that  involved  In  the  other 
intrastate  passenger  fare  cases  heretofore  decided  by  the  Com- 
mission in  favor  of  the  railroads. 

J.  S.  Manning,  attorney-general  of  North  Carolina,  said  the 
position  of  the  state  commission  had  been  set  forth  In  the  brief 
filed  on  behalf  of  the  state  commissions  In  the  New  York  pas- 
senger fare  case.  He  said  the  only  ground  upon  which  the  car- 
riers alleged  discrimination  against  interstate  commerce  was  that 
the  intrastate  rates  were  lower  than  the  interstate  rates.  He 
asked  whether  the  "mere  difference"  in  rates  established  unjust 
discrimination. 

Commissioner  Hall  asked  Mr.  Manning  whether  there  was 
any  differences  between  Interstate  and  intrastate  passenger  serv- 
ice in  North  Carolina. 

"I  don't  suppose  any  of  you  commissioners  have  had  the 
misfortune  to  travel  on  intrastate  trains  In  North  Carolina,"  re- 
plied Mr.  Manning. 

Wisconsin    Rate  Case 

The  United  States  Supreme  Court,  January  31,  assigned  for 
argument  on  February  28  the  ease  of  the  Wisconsin  railroad 


290 


THE     TRAFFIC--  WORLD 


VoX  XXVII,  No.-  6 


commission  against  the  C.  B.  &.  Q.,'  which  involves  the  raising 
by  the  railroads  under  authority  of  the  Interstate  Commerce 
Commission  the  intrastate  passenger  fares  to  the  level  of  inter- 
state fares. 

RECONSIGNMENT  OF  PERISHABLES 

Thi  Traffic  World  Washington  Bureau 

At  a  conference  January  31,  between  traffic  men  represent- 
ing shippers  and  carriers,  eastern  and  southern  carriers  notified 
the  Commission  and  the  shippers  that  they  were  willing  to  con- 
tinue the  present  rules  and  rates  with  regard  to  the  reconsign- 
ment  and  diversion  of  fruits  and  vegetables.  The  western  car- 
riers, speaking  through  A;  F.  Cleveland,  said  they  would  agree 
to  a  continuance  of  unlimited  reconsignments  but  with  grad- 
uated rates,  the  maximum  of  which  would  be  $15  a  car  on  the 
sixth  and  each  subsequent  reconsignment. 

This  conference  took  the  place  of  the  hearing  set  for  that 
day  on  I.  &  S.  1250,  in  which  the  Commission  had  suspended  the 
rules  framed  by  the  carriers  in  compliance,  they  contended,  with 
the  Commission's  decision  in  No.  10173,  the  big  reconsignment 
case. 

Commissioner  Ford,  who  was  to  have  held  the  hearing,  was 
advised  that  the  western  carriers  desired  time  for  consultation 
with  those  of  the  east  and  south  because  they  had  been  told 
that  the  railroads  from  those  sections  had  been  persuaded  that 
a  continuance  of  existing  rates,  rules,  and  regulations  was  de- 
sirable in  view  of  the  fact  that  the  peak  in  the  cost  of  produc- 
tion and  of  transportation  was  coincident  with  a  tumbling  mar- 
ket. The  eastern  and  southern  lines  were  glad  to  have  the 
hearing  converted  into  a  conference  because,  while '  they  were 
willing  to  continue  the  present  unlimited  number  of  -reconsign- 
ments  and  diversions,  they  were  not  prepared  to  say  that  the 
construction  placed  on  some  of  the  rules  by  at  least  some  of 
the  shippers  were  in  accordance  with  their  understanding — as, 
for  instance,  the  understanding  of  some  shippers  that  the  rail- 
roads would  move  a  car  without  charge  from  a  team  track 
where  inspection  had  taken  place  to  the  track  of  the  buyer  of 
its  lading.  R.  Blydenburgh,  of  the  Pennsylvania  Railroad  Com- 
pany, chairman  of  the  delegation  of  trunk  line  representatives, 
said  that  construction  was  not  in  accordance  with  his  under- 
standing of  the  rules.  He  said  it  was  the  practice  of  the  Penn- 
sylvania, or  would  be  the  practice  of  that  road,  to  charge  for 
a  change  of  destination  if  the  purchaser  of  the  lading  asked 
to  have  the  car  transferred  to  some  other  track.  Ira  Hubbell, 
traffic  manager  of  the  New  York  Central,  said  that  at  the  thirty- 
Third  Street  station  in  New  York  the  cars  were  inspected  by 
prospective  purchasers  and  unloaded  from  the  spot  where  they 
were  placed,  except  in  rare  instances,  and  he  suggested  that  in 
such  rare  instances  extra  services  were  performed  by  the  carrier 
for  which  they  should  be  compensated. 

Formally,  the  conference  was  under  the  chairmanship  of 
C.  E.  Bell,  but  it  was  about  as  informal  as  could  be  imagined, 
the  object  being  to  get  to  an  understanding  so  as  to  avoid,  if 
possible,  the  formal  hearing  scheduled  to  take  place  the  next 
day  because  of  the  postponement  for  the  informal  discussion. 
Mr.  Bell,  in  behalf  of  Florida  shippers,  said  consumption  was  so 
small  now  and  prices  so  low  that  any  increase  in  the  cost  of 
transportation,  however  slight,  would  result  in  a  decrease  in 
production.  Inasmuch  as  a  smaller  production  would  make  the 
last  state  of  the  carriers  worse  than  the  present,  he  suggested 
they  could  well  afford  to  forego  the  little  extra  revenue  that 
might  result  from  the  imposition  of  penalty  charges. 

O.  W.  Tong,  for  northern  potato  shippers,  told  much  the 
same  kind  of  a  story  with  regard  to  shippers  of  that  staple  food. 
W.  B.  Lamb,-  for  California  citrus  interests,  said  the  market  was 
so  low  that  many  of  the  orchardists  of  California  were  doing 
no  fertilizing,  no  fumigating,  and  no  spraying  simply  because, 
on  every  box  of  oranges  shipped  since  Thanksgiving  Day  they 
had  lost,  on  an  average,  50  cents.  As  to  lemons,  he  said  there 
was  a  time  in  New  York  when  the  price  per  box  was  19  cents 
less  than  the  freight  charges.  R.  H.  Widdicomb,  attorney  for 
the  western  carriers,  asked  if  the  plight  of  the  California  lemon 
growers  was  not  due  to  the  competition  of  the  Sicilian  lemon 
and  the  fact  that  there  was  an  inadequate  custom  duty  against 
the  Italian  fruit.  Mr.  Lamb  suggested  that  the  answer  was 
obvious  because,  as  pointed  out  by  him,  the  freight  rate  from 
California  was  nineteen  cents  greater  than  the  selling  price.  No 
reasonable  tariff  rate,  he  suggested,  could  overcome  such  a  situ- 
ation. He  said  failure  to  spray  and  fumigate  meant  a  reduc- 
tion in  the  crop  in  the  year  following  the  failure  to  spray  and 
fumigate  of  fifty  to  sixty  per  cent.  Growers,  he  said,  could  not 
be  expected  to  dip  into  their  pockets  in  an  effort  to  overcome  a 
situation  of  that  kind. 

In  his  announcement  in  behalf  of  the  western  carriers,  Mr. 
Cleveland  said  it  was  proposed  to  allow  one  free  reconsignment 
if  made  while  the  car  was  in  transit  or  if  made  within  24  hours 
after  the  arrival  of  the  car  and  before  placement;  that  a  charge 

2.50  a  car  would  be  made  for  reconsignment  after  24  hours 
or  after  placement,  and  $5  if  not  made  until  after  more  than  24 
hours  after  placement.  On  second  reconsignment  the  charge 
would  be  $5  if  made  while  in  transit  or  after  arrival  but  before 
placement;  on  the  third  it  would  be  $7.50;  on  the  fourth,  $10; 


on  the  fifth,  $12.50;  on  the  "sixth  and.  subsequent  reconsignments, 
$15,  all  on  the  through  rate  from  point  of  origin  to  final  desti- 
nation. 

At  the  resumption 'of  work  February  1  on  the  reconsignment 
tariffs  suspended  in  I.  and  S.  No.  1250,  C.  E.  Bell  announced  to 
Commissioner  Ford  that  -apparently  it  would  be  impossible  for 
the  shippers  and  carriers  to  agree  and  that  it  probably  would 
save  time  to  proceed  w,ith  the  formal  hearing.  O.  W.  Tong,  for 
the  shippers  of  potatoes,,  disagreed  with  Mr.  Bell.  He  suggested 
that  the  two  parties  be  requested  to  continue  their  conferences 
during  the  morning  and  then  have  W.  V.  Hardie,  director  of  the 
traffic  bureau,  take  part  in  the  negotiations.  Mr.  Ford'  said  he 
would  be  glad  to  follow  that  suggestion  and  have  Mr.  Hardie 
participate  with  a  view  to  having  the  matter  disposed  of  with- 
out formal  hearing. 

Rule  8,  which  provides  for  one  free  reconsignment,  provided 
the  instructions  for  the  change' in  consignee'or  destination  are  in 
the  hands  of  the  yardmen  -prior  to  arrival  of  the  car  at  billed 
destination,  was  the  block  over  which  the  conferees  stumbled. 
Mr.  Dow,  in  behalf  of  the  citrus  fruit  shippers  of  Florida,  refused 
to  agree  to  that  rule  unless  and  until  provision  should  be  made 
for  a  free  switch  from  an  inspection  track.  He  said  that  in 
practically  no  case  could  disposition  order  be  given  before  a  car 
of  fruit  or  vegetables  arrived  at  the  billed  destination  because 
business  at  practically  every  point  in  the  country  was  done  sub- 
ject to  an  inspection  of  the  car.  That  being  the  fact,  disposition 
could  not  be  given  prior  to  arrival. 

That  would  mean  the  exaction  of  a  charge  of  $3  on  every 
car,  provided  the  disposition  order  were  given  within  twenty- 
four  hours  of  arrival..  Mr.  Dow  insisted  that  in  the  event  there 
should  be  any  negotiation  as  to  price  on  account  of  the  condi- 
tion of  the  lading  the  final 'disposition  could  not  be  given  within 
twenty-four  hours,  because  the  telegraph  was  not  fast  enough  to 
settle  such  questions.  Failure  to  give  final  disposition  within 
twenty-four  hours  would  mean  the  imposition  of  a  charge  of  $7 
on  the  car,  delivery  of  which  had  already  been  delayed  because 
the  lading  was  not  perfect.  The  railroad  traffic  men  were  afraid 
that  such  a  free  delivery,  after  inspection,  would  create  oppor- 
tunities for  manipulation — for  the  holding  of  cars  for  the  pur- 
pose of  bulling  prices.  As  the  discussion  progressed,  however, 
the  shippers  seemed  to  be  convincing  them  that  it  was  not  now 
a  question  of  higher  prices,  but  of  getting  any  kind  of  price  that 
would  enable  the  grower  to  continue  in  business. 

Efforts  to  reach  a  compromise  with  regard  to  the  rates  and 
rules  pertaining  to  the  reconsignment  of  fruits  and  vegetables 

.  contained  in  the  .tariffs  suspended  by  I.  and  S.  No.  1250  failed 
notwithstanding  the  fact  that  Director  Hardie,  of  the  Commis 
sion's  bureau  of  traffic,  was  brought  into  the  case  at  the  after 

'  noon  session  of  February.  1.  Under  the  ministrations  of  Mr 
Hardie,  the  disagreeing  traffic  men  reached  the  conclusion  that 
rule  No.  8  should  not  be  applied  to  shipments  of  fruits  and/oi 
vegetables  to  markets  Where  auctions  are  held,  in  the  event  the 
shipments  -arrive  after  the  auction  day  or  when  the  weathei 
is  inclement  sa'that  auctions  cannot  be  held  at  the  regular  times 
or  the  pier  on  which  the  auction  is  held  is  overcrowded.  De 
murrage  rules,  however,  will  apply  to  shipments  of  that  character 
Failure  to  -reach  a  compromise  caused  Commissioner  Fore 
and  Examiner  Wilson  to  proceed  with  the  formal  hearing  or 
the  morning  of  February  2.  The  eastern  and  western  carrier.1 
formally  submitted  their  proposals.  In  behalf  of  Henry  Thur 
tell,  acting  for  the  southeastern  carriers,  C.  E.  BeU,  the  repre 
sentative  of  Florida  shippers,  made  a  statement  informally 
C.  C.  P.  Roush,  for  the  Missouri  Pacific,  made  a  statement  it 
behalf  of  that  carrier,  but  said  that,  on  account  of  the  changt 
that  had  taken  place  after  those  interested  in  the  case  arrivec 
in  Washington,  he  could  not  state  the  position  of  the  southwest 
ern  lines,  other  than  his  own. 

The  proposal  submitted  in  behalf,  of. the  western  carriers,  b: 
R.  H.  Widdecombe,  was  unlike,  the  proposal  made  on  the  firs 
day  of  the  conference.  It  was  submitted  as  a  further  concessioi 
in  behalf -of  uniformity  -and  concerted  action. 

-  In  behalf  of  the  eastern  lines  the  proposal  placed  in  th' 
record  was  as  follows: 

EXCEPTIONS. 

Change  paragraph  (c)  to  read:  Where  a  change  in  route,  con 
signee  and  (or)  destination  is  made  necessary  by  embargo  place' 
.  against  the  billed  destination  or  route  thereto  subsequent  to  accept 
ance  of  the  shipment  by  carrier  at  point  of  origin. 

Rule  1.     No  change. 

Rule  2.     No  change. 

Rule  3.     No  change. 

Rule  4.     No  change. 

Rule  5.  Eliminate.  This  is  done  account  of  carriers  acceding  t 
request  of  shippers  for  unlimited  number  of  reconsignments,  there 
fore  no  necessity  for  rule. 

Rule  6.  Eliminate  last  sentence,  reading:  "The  service  of  stop 
ping  as  provided  in  this  rule  will  not  prevent  the  changes  under  th 
provisions  of  Rule  5."  This  elemination  necessary  account  elimina 
tion  of  Rule  5. 

Rule  7.  Change  rule  to  read:  "Charges  for  reconslgnment  or  dl 
version  to  points  outside  of  switching  limits  of  destination.  First  re 
consignment  or  diversion — if  made  en  route  or  prior  to  placement  a 
destination,  $3.00;  if  made  after  placement  at  destination,  $7.00:  eac' 
subsequent  reconsignment  or  diversion,  $7.00. 

Rule  8.  Change  paragraph  (b)  to  read:  At  a  charge  of  $3.00  pe 
car,  provided  car  has  not  been  placed  for  delivery  and  provided  sue 
orders  are  received  in  time  to  permit  instructions  to  be  given  to  van 
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.ui|iii'\.s  within   twenty-four  hours  after  urriviil  of  car  at  destination, 
or  If  the  destination  Is  served  by  a  terminal  yard,  then  within  twenty- 
f(  ur  hours  after  arrival  at  such  terminal  yard.     (See  note.) 
Add  paragraphs  (d)  and  (e)  reading  aa  follows: 

(d)  After  placement  on  public  team  track  or  private  siding  within 
switching  limits. 

1.  if  reconslgned  after  car  has  been  placed  for  delivery,  the 
charge  lor  each  such  reconsignment  within  the  switching  limits  will 
he  $7.00  per  car. 

2  If  reconslgned  to  a  delivery  on  connecting  line  within  switch- 
Ing  limits,  the  charges  of  such  connecting  line  or  lines  from  point  of 
interchange  with  road  haul  carrier  will  be  in  addition  to  the  $7.00 
charge  specified  and  In  addition  to  all  other  charges  properly  assessed 
under  this  tariff. 

(e)  Except  as  provided  In  paragraph  (d)  2  ns  above  no  switching 

A  ill  !»•  assessed  for  the  movement  of  cars  reconsigned  within 
iinK  limits  of  hilled  destination. 

linli-  9.     Change  rule  to  read:    Back  Haul  Shipments. — If  the  point 
ot  diversion   or  reconsignment   is   not   intermediate   between   point  of 
in  and  destination    the    through    rate   from   original   shipping  point 
•!-ial  destination  will  be  charged  plus  the  published  local  rates   (or 
k  haul   rates  If  any  as  per  rule)   between   the  points  representing 
nack    or    out    of    route    haul,    plus    diversion    or    reconsignment 
•  i-ges  as  per  Rule  7,  but  not  to  exceed  the  full  combination  of  local 
i|    back   haul)    rates   to   and   from    the   point   of  diversion   or   recon- 
iment,  plus  diversion  or  reconsignment  charge  as  per  Rule  7.    The 
it.  of   diversion   or   reconsignment   will   be   considered   intermediate 
If  the  through  rate  applies  from  the  point  of  origin  to  the  new  desti- 
nation over  the  route  of  movement  through  the  reconsignment  point. 
Rule  10.     No  change. 

The  offer  of  the  western  lines  was  as  follows: 

Reference  by  number  to  rules  covers  rules  as  shown  in  Appendix 
18  1.  C.  C.  585. 

APPLICATION. 
Same  as  proposed. 

DEFINITION. 
Same  as  proposed. 

CONDITIONS. 
Same  as  proposed,  except — 

(a)  That  shipments  have  not  broken  bulk.  Shipments  which  have 
broken  bulk  or  the  lading  of  which  has  been  changed  in  any  way 
will  not  be  considered  reconsignments  but  will  be  considered  reship- 
nients. 

EXCEPTIONS. 

Substitute  for  preamble  to  exceptions  instead  of  "No  charge  will 
be  made,"  say,  "The  following  changes  will  be  made  without  charge 
and  will  not  be  counted  as  diversions  or  reconsignments  under 
Hule  7." 

(a)  Same  as  proposed. 

(b)  Same  as  proposed. 

(c)  Same  as  proposed,  except  after  the  word  "route"   in  the  first 
idd  the  words,   "or  destination." 

(c)  Where  change   in   route  or  destination   is   made   necessary  by 
embargo  placed  against  the  billed  destination  or  route  thereto  subse- 
quent to  acceptance  of  the  shipment  by  carrier  at  point  of  origin. 

(d)  Same  as  proposed.- 

RULES  AND  CHARGES. 

Rule  1.  Transfers  and  waybills  covering  shipments  which  have 
been  diverted  or  reconsigned  must  bear  separate  notation  stating 
where  and  when  each  diversion  or  reconsignment  was  effected,  and 
charges,  if  any,  were  made.  Each  diversion  or  reconsignment, 
wherever  accomplished,  will  be  counted  against  the  shipment. 
Charges  will  be  applied  as  provided  in  Rule  7. 

Rule  2.  No  change,  except  add  "except  as  otherwise  provided  in 
Rule  9." 

Rule  3.     Same  as  proposed. 

Rule  4.     Same  as  proposed. 

Rule  5.  Eliminate  Rule  5  because  unnecessary  by  reason  of  un- 
limited reconsignment  authorized  in  Rule  7. 

Rule  6.  Same  as  proposed,  except  last  sentence  eliminated,  and 
the  understanding  that  the  charge  suggested  of  $2.00  is  increased  by 
whatever  amount  was  authorized  by  the  Commission  in  Ex  Parte  74. 

Add,  "Providing,  however,  that  when  shipments  are  stopped  for 
official  inspection  as  required  by  national  or  state  laws  (quarantine 
regulations)  no  charge  will  be  made  if  disposition  or  forwarding  orders 
given  within  twenty-four  hours  after  such  official  inspection. 
When  disposition  or  forwarding  order  is  given  after  the  expiration  of 
said  free  time  a  charge  of  $7.00  per  car  will  be  made.  Stoppage  as 
authorized  in  this  proviso  will  not  be  counted  as  a  diversion  or 
reconsignment. 

Rule  7.  Charges  for  diversion  or  reconsignment  (except  as  pro- 
vided by  Rule  8).  (See  exception  (d)  ).  If  first  change  is  made  en- 
route  or  within  twenty-four  hours  after  arrival  at  first  billed  desti- 
nation, or  Intermediate  hold  point  as  described  in  Rule  6— First  change 
enroute  or  at  destination,  free:  second  change  enroute  or  at  destina- 
tion, $3.00;  third,  fourth  and  fifth  change  enroute  or  at  destination, 
$7.00  each;  each  change  subsequent  to  the  fifth  change,  $10.00.  If  the 
first  change  Is  made  subsequent  to  twenty-four  hours  after  arrival  at 
first  billed  destination  or  intermediate  hold  point  as  described  In 
Rule  6 — First  change  enroute  or  at  destination.  $3.00:  second,  third, 
fourth  and  fifth  changes,  enroute  or  at  destination,  $7.00  each;  each 
change  subsequent  to  the  fifth  change,  $10.00. 

Rule  8.     Diversion    or   reconsignment.  to   points    within    switching 
limits:    A  single  change  in  the  name  of  consignee  at  destination  and 
(or)  a  single  addition   to  the  designation   of  his  place  of  delivery  at 
,    destination   or  the   holding  of  order  notify   shipments  and   shipments 
placed  for  inspection  as  provided  in  Rule  10  will  be  allowed. 
Before  Placement. — 

(a)  Without   charge,    if   order   is   received    in    time   to   permit 
Instructions  to  be  given  yard  employes  prior  to  arrival  of  car  at 
destination,  or  if  destination   is  served  by  a  terminal  yard,   then 
prior  to  arrival  at  such  terminal  yard. 

(b)  At  a  charge  of  $2.50  ($3.00)  if  such  orders  are  received  in 
time  to  permit  instructions  to  be  given  to  yard  employes  within 
twenty-four    hours    after    arrival    of    car    at    destination,    or    If 
the  destination  is  served  by  a  terminal  yard,  then  within  twenty-! 
four  hours  after  arrival  at  such  terminal  yard.     (See  note.) 

(c)  At  a  charge  of  $7.00  per  car  if  such   orders  are  received 
subsequent  to  twenty-four   hours  after  the  arrival  of   the  car  at 
destination,   or  if  the  destination   is   served   by   a   terminal   yard, 
then  subsequent  to  twenty-four  hours  after  arrival  at  such  ter- 
minal yard.     (See  note.)  .'        , 

Note:  In  computing  time,  Sundays  and  legal  holidays 
(national,  state  and  municipal)  will  be  excluded.  (When  a  legal 
holiday  falls  on  Sunday  the  following  Monday  will  be  excluded.) 

After  Placement. — 

(d)  After  placement  on  public  team  tracks,  inspection  tracks, 
private  sidings  or  industry  sidings  within  switching  limits: 


(1)  If  reconslgned   lifter   car  has   l>ecn   placed   for  delivery   the 
charge  for  each  such  reconsignment  within  the  switching  llmlu 
will  be  $7.00  per  car. 

(2)  If    icconsisncd    to    a    delivery    on    connecting    line    within 
switching    limits    the    charge   of   Mich    connecting    line    or    lines 
from    point   of    Interchange    with    road-haul    carrier   will    be    In 
addition    to    the    $7.00   charge    specified   and    In    addition    to    all 
other  charges  properly  assessed  under  this  tariff. 

(e)  Except    as    provided    In    paragraph    (d)-(2)    aa    above,    no 
switching   charges   will    be   assessed    for   the    movement   of   cars 
reconslgned  within  the  switching  limits  of  billed  destination. 

(f)  Reconsignments   or   diversions   to   points   within   switching 
limits  will   be  counted   against  shipments  reconslgncd  or  diverted 
under  Rule  7  only  In  the  event  of  a  subsequent  diversion  or  recon- 
signment to  a  point  outside  of  such  switching  limits. 

Rule  9.  Eliminate  from  proposed  rules  provisions  in  connection 
with  shipments  after  placement.  It  being  understood  that  the  rule  as 
published  in  connection  with  shipments  before  placement  will  apply 
In  connection  with  shipments  after  placement. 

Rule  10.     Same  as  proposed. 

While  the  conference  and  hearing  were  going  on  the  Com- 
mission, by  means  of  special  sixth  section  permission  No.  51701, 
authorized  carriers  to  file  supplements  to  the  tariffs  suspended 
in  I.  and  S.  No.  1250,  contrary  to  the  rules  forbidding  the  Issu- 
ance of  supplements  to  suspended  tariffs.  The  special  permis- 
sion authorizes  them,  on  stautory  notice,  to  file  rules  agreed  to 
which  will  be  applicable  to  dead  freight.  Rules  pertaining  to 
freight  of  that  kind  are  not  in  dispute.  The  supplements  which 
may  be  made  operative,  notwithstanding  the  tariff  filing  rules 
to  the  contrary,  are  to  provide  as  follows: 

(1)  Rules    recommended    by    the    report    in    Interstate    Commerce 
Commission  Docket  No.  10457. 

(2)  To  add  to  rule  naming  "Diversion  or  reconsignment  to  points 
outside  switching  limits  after  placement"   (usually  numbered  as  Rule 
12)  of  said  tariffs,  the  following  note: 

"Note:  If  a  car  has  been  placed  for  unloading  on  a  public 
delivery  track  but  has  not  been  unloaded  or  accepted  by  con- 
signee or  owner,  it  will  be  subject  to  Rule  10." 

(Ruje  10  in  said  tariffs  is  understood  to  be  the  rule  governing 
"Diversion  or  reconsignment  to-  points  outside  switching  limits 
before  placement.") 

(3)  To.  add  to   paragraph   "a"   under   "Conditions"   in   said   tariffs 
the   following:     Shipments   that   have    broken    bulk   or   the   lading   of 
which  has  been  changed  In  any  way  will  not  be  considered  reconsign- 
ments but  will  be  considered  reshipments." 

The  fruit  and  vegetable  part  of  the  reconsignment  case, 
technically  known  as  I.  and  S.  No.  1250,  was  closed,  so  far  as 
testimony  is  concerned,  at  a  short  formal  hearing  and  an  in- 
formal conference  between  the  railroad  and  Industrial  traffic 
men  at  the  afternoon  session  of  February  2. 

After  the  railroad  men  had  offered  their  further  compromise 
proposals  at  the  formal  hearing  on  the  morning  of  February  2, 
Informal  consideration  of  the  matter  was  resumed,  but  that 
consideration  showed  there  could  be  no  agreement  in  full.  When 
the  points  of  difference  were  well  established,  the  formal  hearing 
was  resumed,  so  that  a  record  might  be  made  of  the  points  on 
which  there  could  be  no  agreement. 

The  position  of  the  shippers  was  stated  by  C.  E.  Bell,  W.  E. 
Lamb  and  Fayette  B.  Dow.  Their  chief  objection  was  to  a 
limit  of  twenty-four  hours  for  the  making  of  the  first  recon- 
signment at  the  minimum  charge.  They  contended  that  prac- 
tically none  of  the  cars  could  be  disposed  of  within  the  twenty- 
four  hour  period,  wherefore  the  charge  of  $7  would  be  imposed 
in  practically  every  instance.  They  contended  that  if  the  rule 
was  made  to  read  that  the  twenty-four  hours  would  begin  to  run 
from  the  first  7  a.  m,  after  arrival,  then  the  business  could  be 
handled  under  the  minimum  charge.  These  observations,  of 
course,  applied  only  to  cars  for  which  final  disposition  orders 
had  not  been  given  before  the  arrival  of  the  car  at  the  first 
billed  destination.  On  cars  of  that  kind  there  would  be  no 
charge  for  a  change  in  the  name  of  the  consignee  and  designa- 
tion for  delivery  upon  a  particular  track. 

Mr.  Dow  said  there  are  many  points  in  Central  Freight  As- 
sociation territory  at  which  the  carriers  have  neither  hold  nor 
inspection  tracks.  At  such  points  cars  are  put  on  public  delivery 
tracks,  so  that  technically  they  are  placed  for  unloading  the 
minute  they  arrive  at  the  billed  designation  and  the  consignee 
has  no  opportunity  to  inspect  or  to  give  orders  for  placement  on 
a  particular  industry  track  except  upon  the  high  charges  im- 
po'sed  for  reconsignment  after  placement.  At  other  points  there 
are  hold  tracks  upon  which  the  cars  are  placed  while  waiting 
for  final  disposition  orders. 

While  in  theory  there  were  only  a  few  points  at  issue  when 
the  hearing  was  finished,  the  hard  task  of  the  Commission,  It 
is  believed,  will  be  to  work  out  a  uniform  set  of  rules  for  ap- 
plication throughout  the  country.  The  raw  material  with  which 
it  has  to  work  is  the  proposal  of  the  southeastern  and  Central 
Freight  Association  carriers  for  unlimited  reconsignment  at  a 
fiat  rate,  regardless  of  whether  the  reconsignment  is  the  first 
or  the  thirty-first,  and  the  proposal  of  the  western  carriers  for 
progressive  charges  running  up  to  $10  per  car  for  the  fifth  and 
each  subsequent  reconsignment.  That  offer  was  a  softening  of 
their  first  offer  of  a  progressive  scale  running  up  to  $15  per  car 
for  the  sixth  and  each  subsequent  reconsignment,  made,  as 
R.  H.  Widdecombe  and  A.  F.  Cleveland  said,  In  a  further  effort 
at  compromise. 

The  difficulty  that  will  confront  the  Commission  Is  that  of 
making  a  uniform  set  of  rules  so  as  to  relieve  carriers  such  as 
flu-  Illinois  Central  from  the  embarrassment  arising  from  the 
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fact  that  they  have  lines  both  east  and  west  of  the  Mississippi 
The  situation  is  even  more  embarrassing  to  lines  west  of  the 
Mississippi,  that  must  compete  with  the  Illinois  Central  in  car- 
rying fruits  and  vegetables  from  Texas,  Louisiana,  Mississippi, 
Arkansas  and  Tennessee  to  the  Chicago  and  other  northern  mar- 
kets. Application  of  the  rates  proposed  by  the  southeastern 
carriers  to  traffic  handled  to  Chicago  by  the  Illinois  Central 
would  make  it  almost  impossible  for  the  west  side  lines  to  com- 
pete at  Chicago  if  they  had  to  work  under  the  rules  proposed  by 
the  western  carriers. 

In  the  event  the  Commission  should  approve  the  western 
rules  or  a  compromise  between  them  and  those  of  the  southeast- 
ern lines,  the  lines  east  of  the  Mississippi  would  be  given  more 
than  they  asked  and  the  Commission,  it  is  believed,  would  have 
the  shippers  on  its  neck  with  criticisms  directed  to  the  point  that 
it,  in  a  time  when  they  were  not  making  any  money,  forced  the 
lines  east  of  the  Mississippi  to  demand  more  than  they  said 
would  satisfy  them,  under  conditions  as  they  are  now. 

In  the  event  it  should  decide  that  the  proposal  of  the  south- 
eastern carriers  should  be  put  into  the  rules,  the  western  car- 
riers could  argue  that  it  had  prevented  them  from  obtaining 
some  of  the  money  needed  by  them  to  earn  the  six  per  cent 
section  15a  says  shall  be  the  standard  of  return  at  which  the 
Commission  shall  aim. 


NEW  ENGLAND  DIVISIONS 

The  Traffic  World  Washington  Bureau 

At  the  New  England  division  hearing  January  27,  P.  H. 
Alfred,  president  and  general  manager  of  the  Pere  Marquette, 
testified  that  the  Michigan  lines  have  been  subject  to  the  same 
influences  that  have  adversely  affected  the  New  England  carriers; 
therefore,  he  said,  it  would  be  unfair  to  ask  the  Michigan  roads 
to  give  up  part  of  their  revenues  for  the  benefit  of  their  con- 
nections. 

Summarizing  the  contentions  of  the  New  England  carriers 
that  increased  per  diem,  standardization  of  wages  and  higher  fuel 
costs  have  hurt  the  New  England  lines,  Mr.  Alfred  said  that 
the  same  thing  could  be  said  about  the  Michigan  roads.  The 
latter,  he  said,  have  always  had  large  per  diem  balances  against 
them.  He  said  the  Pere  Marquette  had  voted  against  an  increase 
in  per  diem,  while  he  understood  the  New  England  lines  had 
voted  in  favor  thereof. 

Standardization  of  wages,  Mr.  Alfred  said,  forced  the  Michi- 
gan carriers  to  pay  the  same  wages  on  their  light  traffic  density 
branch  lines  that  they  pay  on  their  most  congested  parts  of 
the  lines.  Commenting  on  per  diem,  he  said  he  had  always 
believed  that  car  rental  should  be  based  on  a  combination  of 
mileage  and  days.  Such  a  scheme,  he  said,  would  give  recogni- 
tion to  the  use  to  which  the  car  might  be  put  as  well  as  the 
length  of  its  employment.  His  suggestion  was  for  a  flat  40  cents 
per  day  plus  2  cents  per  mile.  That  would  give  $1  per  day 
if  the  road  using  the  car  made  an  average  of  30  miles  a  day 
with  its  freight  cars. 

C.  E.  Hildum,  comptroller  of  the  Lehigh  Valley,  submitted 
a  series  of  exhibits  intended  to  show  that  the  inclusion  of  the 
New  England  lines  in  the  eastern  district  did  not,  as  claimed  by 
the  New  England  carriers,  cause  the  eastern  lines  to  receive  a 
revenue  $25,000,000  greater  than  they  would  have  received  had 
the  New  England  lines  been  included. 

The  conference  of  trunk  line  executives  to  have  been  held 
in  New  York  January  28  to,  consider  further  their  attitude  with 
respect  to  the  demand  of  the  New  England  lines  for  larger  divi- 
sions was  not  held.  It  was  postponed  until  February  1  because 
W.  H.  Williams,  chairman  of  the  Wabash,  and  several  other 
executives  could  not  be  present  January  28.  Mr.  Williams  had 
to  be  in  Washington  to  testify  in  the  formal  case  brought  by  the 
New  England  carriers.  He  occupied  the  witness  chair  a  large 
part  of  January  28.  At  the  close  of  the  day  he  brought  up  the 
so-called  offers  of  the  trunk  line  executives  to  the  New  England 
roads. 

According  to  Mr.  Williams  the  offer  was  of  a  contribution  of 
f  2,000,000  to  be  made  from  revenues  in  the  year  following  ac- 
ceptance, if  the  New  England  lines  would  accept  the  money 
with  a  distinct  understanding  that  the  trunk  line  executives,  *>y 
offering  the  money,  were  not  admitting  any  liability  in  the  mat- 
ter, but  were  willing,  to  enable  the  New  England  executives  to 
revise  their  local  rates  and  practices,  to  give  that  amount  of 
money.  He  said  the  trunk  lines  thought  they  could  afford  to 
make  that  much  of  a  contribution  toward  the  maintenance  of  the 
credit  of  the  railroad  industry. 

The  offer  was  in  the  form  of  an  inquiry  by  a  sub-committee 
composed  of  Mr.  Williams,  Presidents  Rea  of  the  Pennsylvania 
and  Maher  of  the  Norfolk  &  Western,  whether  the  New  Eng- 
land executives  would  consider  such  an  offer.  It  was  made  in  a 
meeting  with  a  sub-committee  representing  New  England  ex- 
ecutives, composed  of  President  Pearson  of  the  New  Haven 
President  Hustis  of  the  Boston  &  Maine  and  C.  F.  Choate,  the  at- 
torney for  the  New  England  lines  in  the  formal  case 

That  suggested  otter  was  rejected,  Mr.  Williams  said. 

,hoate  said  he  was  unwilling  to  let  the  record  stand 
the  implication  that  the  New  England  lines  had  made  no 


effort  to  compose  the  differences.  He  said  they  had  made  a 
counter  proposal  that  the  trunk  lines  give  the  New  England 
lines  1.1  per  cent  of  their  freight  revenue,  which  it  was  estimated 
would  give  the  New  England  roads  from  $18,000,000  to  $20,000,- 
000.  The  trunk  lines  did  not  accept  that  counter  proposal,  but 
called  the  conference  in  New  York,  which  was  not  held. 

Before  making  the  statement  with  regard  to  the  attempt  of 
the  executives  to  dispose  of  the  formal  case  in  an  informal  way, 
Mr.  Williams  introduced  elaborate  exhibits  to  show  that  the 
unfavorable  conditions  proved  by  the  New  England  roads  to 
exist  in  their  territory  were  paralleled  in  many  places  in  Central 
Freight  and  Eastern  Trunk  Line  territories.  Commenting  on  the 
fact  that  the  New  England  lines  had  shown  light  car  loading,  Mr. 
Williams  said  they  had  overlooked  the  fact  that  interchange 
traffic  is  as  light  west  as  east  of  the  Hudson  River.  From  that  he 
drew  the  inference  that  whatever  light  loading  there  is  in  New 
England  exists  in  the  local  and  not  in  the  interchange  traffic. 
He  called  attention  to  the  fact  that  14  per  cent  of  the  traffic  in 
New  England  is  less  than  carload,  while  in  Trunk  Line  territory 
the  less  than  carload  traffic  is  only  about  four  per  cent. 

A  point  made  by  Mr.  Williams  that  attracted  considerable  at- 
tention was  that  the  condition  of  the  Pennsylvania  during  the 
constructive  year  used  by  the  railroads  in  Ex  Parte  No.  74,  which 
is  the  year  used  by  the  New  England  roads  in  the  division  case, 
was  much  worse  than  the  New  England  lines.  It  had  an  operat- 
ing ratio  of  107  per  cent.  If  the  other  lines  in  the  eastern  dis- 
trict had  been  compelled  to  make  up  the  losses  on  the  Pennsyl- 
vania system,  their  contribution  to  it  would  have  amounted  to 
$32,000,000.  The  New  England  lines,  he  pointed  out,  were  asking 
for  a  smaller  contribution  from  the  lines  west  of  the  Hudson 
River  than  the  Pennsylvania,  using  the  same  assumption,  would 
have  been  entitled  to  ask.  The  Pennsylvania,  he  said,  of  course, 
has  more  resources  than  the  New  England  lines,  but  as  an  oper- 
ating proposition,  the  Pennsylvania  in  that  constructive  year  was 
more  to  be  pitied  than  the  New  England  lines. 

In  explaining  the  conferences  between  the  Trunk  Line  and 
New  England  executives,  Mr.  Williams  said  there  was  no  com-  j 
mon  ground  on  which  they  could  meet  at  all.  The  trunk  lines, 
he  said,  were  able  to  show  just  as  bad  conditions  as  those  ex- 
hibited by  the  New  England  lines.  Therefore,  the  trunk  lines 
could  not  admit  any  liability  whatever  to  the  New  England  con- 
nections. 

H.  S.  Bradley,  traffic  manager  for  the  Ann  Arbor,  went  into 
the  question  of  divisions  at  the  morning  session  of  January  29 
to  show  that  the  divisions  to  the  New  England  roads  are  already 
more  than  fair  to  them.  His  exhibits,  in  a  general  way,  are  like 
those  of  other  traffic  managers. 

The  trouble  with  the  New  England  roads,  as  W.  C.  Maxwell, 
vice-president  in  charge  of  traffic  on  the  Wabash,  views  their 
condition,  is  that  they  have  not  advanced  their  rates  to  as  high 
a  level  as  have  the  railroads  from  which  they  are  asking  larger 
divisions. 

"Until  a  few  years  ago  the  rates  in  Central  Freight  Associa- 
tion territory  were  the  lowest  in  the  United  States,  and  probably 
in  the  world,"  said  Mr.  Maxwell.  "Now  the  palm  for  that  dis- 
tinction rests  with  probably  the  New  England  and  the  trunk  line 
roads,  as  to  their  intraterritorial  rates.  I  am  not  suggesting  a 
general  increase  in  rates,  but  I  am  inclined  to  think  that  ship- 
pers in  central  territory  have  just  cause  for  complaint  when  it 
is  shown,  for  instance,  that  the  first-class  rate  from  Bangor,  Me., 
to  Cleveland,  a  distance  of  8GG  miles,  is  $1.12,  and  that  the  rate 
from  New  York  to  Cleveland,  570  miles,  is  the  same.  There  is 
not  another  rate  in  the  country  for  a  comparable  distance  as  low 
as  the  rate  from  Bangor  to  Cleveland.  The  rate  from  Cleveland 
to  Kansas  City,  791  miles,  is  $2.08  and  from  New  York  to  Atlanta, 
874  miles,  is  $2.10,  and  from  St.  Louis  to  Galveston,  863  miles, 
$2.485. 

"Central  Freight  Association  territory  shippers  pay  as  much 
for  distances  of  540  miles  as  Bangor  pays  for  866. 

"In  the  matter  of  arbitrages  to  and  from  New  England  the 
increase  since  1914  has  been  about  100  per  cent,  while  the  in- 
crease in  rates  in  that  part  of  the  eastern  district  west  of  the 
Hudson  River  has  been  about  110  per  cent." 

Mr.  Maxwell,  in  support  of  his  opposition  to  any  increase  in 
the  division,  said  that  from  1903  to  1917  the  Central  Freight  As- 
sociation roads  had  a  much  lower  rate  of  return  than  the  New 
England  carriers  and  that  from  August  to  December  of  last  year 
the  C.  F.  A.  roads  were  subjected  to  heavy  losses,  because  Michi- 
gan, Ohio,  Indiana  and  Illinois  refused  to  put  into  effect  the 
rates  found  just  and  reasonable  by  the  Commission.  He  said 
that  their  losses  in  that  period  were  at  the  rate  of  $18,722,232. 

In  connection  with  his  figures  Mr.  Maxwell  said  the  C.  F.  A. 
lines  prior  to  federal  control  made  much  less  than  the  New  Eng- 
land lines,  but  he  had  not  heard  of  any  suits  or  complaints  to 
compel  the  New  England  lines  to  extend  help  to  their  connec- 
tions west  of  the  Buffalo-Pittsburgh  line.  Last  September  he  said 
the  C.  F.  A.  lines  began  earning  something  "and  now  we  are 
asked  to  give  up  our  earnings  to  the  New  England  lines."  In 
1910,  he  said,  the  New  England  lines  made  their  maximum  of 
6.15  per  cent,  while  the  C.  F.  A.  lines  reached  their  maximum  of 
4.7  per  cent  in  1917.  In  the  test  period  1915-17  the  C.  F.  A.  lines 
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made  3.84  per  cent,  while  the  New  England  linen  made  5.6  per 

Hearing  in  the  New  England  division  case  was  continued 
January  31,  notwithstanding  an  agreement  January  29  that  there 
should  be  an  adjournment  until  after  the  conference  in  New 
York  of  the  trunk  line  executives  on  February  1.  The  program 

changed  on  account  of  the  desire  of  President  Pearson  of 
ihr  New  Haven  to  answer  the  observations  made  by  Chairman 
Williams  of  the  Wabash,  tending,  Mr.  Pearson  thought,  to  give 
an  erroneous  Impression  as  to  conditions  on  the  New  England 

As  history.  Mr.  Pearson  suggested,  what  Mr.  Williams  had 
said  might  be  of  value,  but  not  as  a  portrayal  of  things  as  they 
Mr.  Pearson  contended  that  the  New  England  roads  are 
cilicifiitly  managed,  economically  operated  and  have  sufficient 
niiiipiiH  nt.  As  to  the  suggestion  that  the  trouble  of  the 
N.'W  England  roads  is  due,  In  part,  to  the  passenger  traffic, 
Mr.  Pearson  said  the  passenger  traffic  paid  better  than  the 
freight.  He  said  the  freight  expenses  were  higher  in  relation 
to  receipts  than  the  same  figures  pertaining  to  passenger  traffic. 

Personal  inspections  on  the  Boston  &  Maine,  he  said,  con- 
vinced him  that  that  road  had  made  sufficient  additions  to  its 
equipment  and  road  to  enable  it  to  handle  traffic  economically 
and  he  knew  that  was  the  fact  also  on  the  New  Haven.  The 
terrific  costs  for  fuel  and  other  supplies,  he  contended,  were 
among  the  chief  causes  of  the  trouble. 

After  President  Pearson  of  the  New  Haven  had  completed 
his  answer  to  the  testimony  of  Chairman  Williams  of  the  Wa- 
bash, the  hearing  was  adjourned  until  February  7  so  as  to  give 
the  executives  an  opportunity  to  negotiate  with  a  view  to  settle- 
ment, either  on  the  basis  of  suggestions  made  by  the  trunk  lines 
of  a  lump  sum  payment  to  be  made  by  them  from  a  pool,  or  some 
basis  that  had  not  been  suggested  as  a  compromise  between  the 
demand  of  the  New  England  lines  for  larger  divisions  and  the 
trunk  line  suggestion  of  a  contribution  from  the  trunk  lines  of 
a  lump  sum  of  $12,000,000  or  $15,000,000. 

Officials  of  trunk  lines  meeting  in  New  York  February  1  in  an 
effort  to  reach  a  compromise  in  the  controversy  decided  to  post- 
pone their  decision  pending  a  letter  ballot  of  the  roads.  The 
ballots  will  be  sent  to  the  various  roads  immediately  and  until 
replies  are  received  no  further  action  will  be  taken,  it  is  under- 
stood. 


CLAYTON  ACT  AMENDMENT 

The  Traffic  World   Washington  Bureau 

Under  the  modification  of  section  10  of  the  Clayton  anti- 
trust act,  as  proposed  by  the  Senate  committee  on  interstate 
commerce,  the  principal  change  in  the  law  would  be  that  deal- 
ings between  carrier  companies  and  their  subsidiaries  which  are 
also  carrier  companies  would  be  exempted  from  the  provisions 
requiring  that  contracts  be  made  by  competitive  bidding  under 
rules  and  regulations  to  be  prescribed  by  the  Commission. 

The  committee  declined  to  retain  in  the  bill  the  provision 
recommended  by  the  carriers  which  would  have  also  exempted 
dealings  between  carriers  and  non-carrier  companies  which  are 
controlled  by  carriers  through  a  majority  stock  interest  or  by 
lease.  In  a  general  way,  the  committee  followed  the  recom- 
mendations of  the  Interstate  Commerce  Commission  rather  than 
those  of  the  railroad  representatives. 

The  amendment  of  section  10,  as  proposed  by  the  committee, 
would  be  accomplished  through  the  addition  of  section  20b  to 
the  interstate  commerce  act  with  provision  that  section  10  of 
the  Clayton  act  should  not  apply  to  carriers  subject  to  the  new 
section  of  the  interstate  commerce  act.  By  this  process,  section 
10  would  stay  on  the  books  but  would  not  apply  to  carriers. 

The  bill  as  reported  to  the  Senate  by  the  committee  follows : 

Be  it  enacted  by  the  Senate  and  House  of  Representatives  of  the 
nited   States   of   America   in   Congress    assembled,    That   the    Inter- 
late  Commerce  Act  be,  and  the  same  hereby  is.  amended  by  adding 
thereto  a  new  section  numbered  20b,  which  shall  read  as  follows: 

"Sec.    20b.      (1)    That   as   used   in   this   section   the   term    'carrier' 

neans  a  common   carrier   by   railroad   which   is   subject   to   this   Act, 

r  any  corporation   organized   for  the  purpose  of  engaging  in   trans- 

ortation  by  railroad  subject  to  this  Act,  or  any  owner  of  a  railroad 

engaged  in  interstate  commerce  as  defined  in  this  Act. 

"(2)   After  sixty   days  from   the  date  when   this  section   becomes 
effective   no   carrier   shall    have   any   dealings    in    materials,    supplies, 
>r  other  articles  of  commerce,   or  shall  make  any  contracts,  or  have 
any   contracts    made    after    December    31,    1920,    for    construction    or 
laintenance   of  any   kind,    to   the   amount   of   more   than    $100,000    in 
B  aggregate   in  any   calendar  year  with   another  corporation,    firm, 
krtnershlp,  or  association   not  a  common   carrier,   railroad  company, 
terminal  company,   or  Joint  facility  company,   that  is  subject  to  sec- 
tion 20  of  this  Act  when  said  carrier  shall  have  as  a  director,  presl- 
;nt.   manager,   purchasing  or  selling  officer,   or  agent   in   the   trans- 
ctlon.    any   person    who   is   at   the    same    time   a   director,    manager. 
Hircnaslng  or  selling  officer,   or  agent  in  the  transaction,  of.  or  who 
a  any   substantial   Interest   in.   such   other  corporation,    firm,    part- 
nership, or  association,  unless  and  except  such  dealings  or  contracts 
shall   he   with   the   bidder   whose   bid    is   the   most   favorable   to   such 
carrier  to   be   ascertained   by   competitive   bidding,    under   regulations 
from  time  to  time  prescribed  by  rule  or  otherwise,   by  the  Commis- 
sion. 

"(3)   No  carrier  shall,   when   it   has   upon   Its   board   of  directors, 

or  as  its  president  or  manager,  any  person  who  Is  at  the  same  time 

a   director,    president,    or   manager   of   another   carrier,    charge    such 

her  carrier   for  materials,   supplies,   or   other  articles   of  commerce 

a   price   in   excess    of   that   at   which    such    articles    are    concurrently 


charged    out    by    It    for    Its    own    use,    with    the    addition    thereto    of 
proper  transportation  charges. 

"(4)  No  bid  shall  be  considered  unless  the  name  and  address 
of  the  bidder  or  the  names  and  addresses  of  the  officers,  director*, 
and  managers  thereof.  If  the  bidder  be  a  corporation,  or  of  the 
members.  If  the  bidder  be  a  partnership,  flrtn  or  association,  be 
given  with  the  bid. 

"(5)  Any  person  who  shall,  directly  or  Indirectly,  do  or  attempt 
to  do  anything  to  prevent  anyone  from  bidding  or  who  shall  do  any 
art  to  prevent  free  and  fair  competition  among  the  bidders  or  those 
desiring  to  bid  shall  be  punished  as  prescribed  In  this  section  In  the 
ease  of  an  officer  or  director. 

"(6)  Every  carrier  having  any  such  dealings  or  making  any  such 
contracts  required  hereby  to  be  made  by  competitive  bidding,  shall, 
within  thirty  days  after  making  the  same,  file  with  the  Commission, 
a  full  and  detailed  statement  of  the  transaction,  showing  the  man- 
ner of  the  competitive  bidding,  who  were  the  bidders,  their  name* 
and  addresses,  and  the  names  and  addresses  of  the  directors  and 
officers  of  the  corporations  and  the  members  of  the  firms  or  part- 
nerships bidding;  and  whenever  the  Commission  shall,  after  Investi- 
gation or  hearing,  have  reason  to  believe  that  the  law  has  been 
violated  In  and  about  the  said  transactions,  It  shall  transmit  all 
papers  and  documents  and  its  own  views  or  findings  regarding  the 
transaction  to  the  Attorney  General. 

"(7)  After  this  section  takes  effect  it  shall  be  unlawful  for  any 
officer,  director,  or  agent  of  a  carrier  to  receive,  directly  or  indi- 
rectly, any  benefit  or  profit  or  any  money  or  thing  of  value  In  re- 
spect of  the  negotiation,  hypothecation,  purchase,  or  sale  by  the 
carrier  of  any  stocks,  bonds,  or  other  evidences  of  interest  or  in- 
debtedness Issued  by  a  carrier  or  noncarrler  corporation. 

"(8)  After  this  section  takes  effect  every  carrier  that  Is  a  party 
to  the  hypothecation,  purchase,  or  sale  of  or  other  dealing  In  any 
stocks  or  bonds  Issued  by  a  carrier  or  noncarrier  corporation  shall 
within  20  days  after  such  hypothecation,  purchase,  sale,  or  other 
dealing  report  to  the  Commission  in  such  form  and  detail  as  the  Com- 
mission may  require  the  particulars  of  the  transaction. 

"(9)  If  any  carrier  shall  violate  this  section,  It  shall  be  flned 
not  exceeding  $25,000;  and  every  director,  agent,  manager,  or  officer 
thereof,  who  shall  have  knowingly  voted  for  or  directed  the  act.  con- 
stituting such  violation,  or  who  shall  have  knowingly  aided  or  abetted 
in  such  violation,  shall  be  deemed  guilty  of  a  misdemeanor,  and  shall 
be  flned  not  exceeding  $5,000.  or  confined  in  Jail  not  exceeding  one 
year,  or  both,  in  the  discretion  of  the  court." 

Sec.  2.  That  section  10  of  an  Act  entitled  "An  Act  to  supple- 
ment existing  laws  against  unlawful  restraints  and  monopolies,  and 
for  other  purposes,"  approved  October  15,  1914,  be,  and  it  Is  hereby 
amended  by  adding  thereto  a  new  paragraph  which  shall  read  as 
follows : 

"The  provisions  of  this  section  shall  not  apply  to  carriers,  cor- 
porations, or  owners  of  railroads  that  are  subject  to  section  20b  of 
the  Interstate  Commerce  Act." 


SHIPPING  BOARD  INVESTIGATION 

The  Traffic  World  Washington  Bureau 

Capt.  Paul  Foley,  director  of  the  division  of  operations  of 
the  United  States  Shipping  Board,  testifying  before  the  House 
committee,  which  is  investigating  affairs  of  the  Shipping  Board, 
attacked  testimony  previously  given  by  Martin  J.  Gillen,  who 
was  special  assistant  to  John  Barton  Payne  when  the  latter  was 
chairman  of  the  Board.  Foley  charged  that  Gillen  had  blocked 
proposals  which  would  have  solved  the  fuel  oil  bunker  prob- 
lem of  the  board  for  the  next  five  years.  As  of  February  1. 
Capt.  Foley  told  the  committee,  the  Board  had  251  steel  vessels 
tied  up  with  131  additional  vessels  temporarily  idle.  These  fig- 
ures do  not  include  the  several  hundred  wood  ships  which  have 
been  tied  up. 

In  a  report  to  the  House  committee  on  appropriations,  Alonzo 
Tweedale,  controller  of  the  Board,  said  that  since  September  1, 
1920,  Shipping  Board  vessels  had  shown  a  total  operating  loss 
per  month  of  $3,872,000.  Chairman  Good  inquired  why  the 
Board  was  speeding  up  the  building  of  more  ships  if  the  Board 
was  losing  money,  and  the  controller  replied  that  the  Board  had 
to  complete  the  ships  in  connection  with  cancellation  settlements. 
He  said  the  ships  were  not  being  completed  because  the  Board 
thought  it  needed  more  ships,  but  in  order  to  save  the  govern- 
ment money  it  was  necessary  to  complete  certain  vessels. 


NEW  PACIFIC  TRADE  ROUTES 

The  Traffic  World  Washington  Bureau 

The  Shipping  Board  will  hold  a  hearing,  February  21,  on 
the  question  of  establishing  new  trade  routes  between  Pacific 
coast  ports  and  ports  in  the  Orient.  Representatives  of  Pacific 
coast  ports  will  appear  at  the  hearing.  Admiral  Benson,  chair- 
man of  the  Board,  said  the  hearing  was  to  be  held  to  enable  the 
Board  to  get  information  for  use  in  applying  those  provisions 
of  the  merchant  marine  act  requiring  the  Board  to  develop  new 
trade  routes  where  necessary  in  the  interest  of  upbuilding  an 
American  merchant  marine.  Allocation  of  vessels  to  new  routes 
that  may  be  determined  upon  will  have  no  connection  with  the 
operation  of  section  28  of  the  act,  which  the  chairman  said  would 
be  made  effective  as  soon  as  there  was  adequate  tonnage  to 
handle  American  exports  and  imports  through  Pacific  ports. 

A  hearing  will  be  held  before  the  Board  on  February  7  to 
take  up  the  question  of  reducing  the  Board's  tonnage  in  routes 
between  Atlantic  and  Pacific  ports.  Reduction  of  the  tonnage 
to  a  certain  extent,  Board  officials  said,  will  be  necessary  be- 
cause of  the  lack  of  cargoes  due  to  the  general  depression  in 
ocean  traffic. 


VA.  SOUTHERN  LOAN 

The  Virginia  Southern  Railroad  Company  has  applied  to  the 
Commission  for  a  loan  of  $75,000  to  meet  a  bank  loan  of  that 
amount 
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Personal  Notes 


Captain  E.  W.  Bonnaffon,  Supply  Corps,  U.  S.  N.,  has  been 
placed  in  charge  of  the  division  of  supply  and  sales,  U.  S.  Ship- 
ping Board,  succeeding  H.  B.  Miller,  who  has  resigned. 

H.  A.  Wilmot  has  been  appointed  district  passenger  agent 
for  the  Northern  Pacific  Railroad  at  Chicago. 

W.  C.  Connor,  Jr.,  will  assume  duties  as  general  eastern 
agent  of  the  Chicago  &  Eastern  Illinois  Railroad,  in  New  York 
City,  February  14.  During  the  war  Mr.  Connor  was  district 
transportation  manager  for  the  Shipping  Board  Emergency  Fleet 
Corporation,  and  since  then  he  has  been  general  agent  in  New 
York  for  the  Rio  Grande  and  Western  Pacific  railroads. 

Thomas  T.  Bond,  former  traffic  manager  of  Fairbanks,  Morse 
&  Co.,  has  been  elected  vice-president  of  Harry  C.  Wood  &  Co., 
freight  brokers  and  forwarders,  New  York  City. 

A.  M.  Farrell,  former  chief  clerk  of  the  traffic  department 
of  the  Chicago,  Ottawa  &  Peoria  Railway,  has  been  appointed 
general  freight  and  passenger  agent  for  that  road  at  Joliet. 

The  board  of  directors  of  the  American  Railway  Association 
has  organized  by  the  election  of  the  following  officers  for  1921: 
Daniel  Willard,  president,  Baltimore  &  Ohio,  chairman  board 
of  directors;  R.  H.  Aishton,  president;  W.  G.  Besler,  president 
Central  Railroad  Company  of  New  Jersey,  and  Hale  Holden, 
president  C.  B.  &  Q.,  vice-presidents;  J.  E.  Fairbanks,  general 
secretary  and  treasurer.  If  the  changes  in  the  articles  of  organ- 
ization and  by-laws  are  approved,  Mr.  Besler  will  be  designated 
first  vice-president,  and  Mr.  Holden  second  vice-president.  The 
new  executive  committee  consists  of  W.  W.  Atterbury,  operating; 
E.  J.  Pearson,  transportation;  C.  H.  Markham,  traffic;  H.  G. 
Kelley,  engineering ;  W.  B.  Storey,  mechanical ;  W.  G.  Besler, 
purchases  and  stores;  N.  D.  Maher,  freight  claims. 

R.  M.  Chittick  is  traffic  manager  of  the  Acme  Packing  Com- 
pany, successor  to  the  business  of  the  Indian  Packing  Corpora- 
tion. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  regular  monthly  business  meeting  of  the  Industrial  Traf- 
fic Club  of  the  Niagara  Frontier  was  held  at  Buffalo,  January 
28.  The  committee  voted  to  have  all  members  of  the  club  care- 
fully check  their  business  to  see  that  no  misuse  of  order  bills 
of  lading  is  made,  in  compliance  with  the  N.  I.  T.  L.  recom- 
mendation. Standing  committees  for  the  year  were  appointed. 


The  next  meeting  of  the  Traffic  Managers'  Club  of  the  Brook- 
lyn Chamber  of  Commerce  will  be  held  February  5.  Alfred  E. 
Smith,  former  governor  of  New  York,  and  Murray  Hulbert,  com- 
missioner of  docks,  will  be  the  speakers. 


The  Traffic  Club  of  the  Utica  Chamber  of  Commerce  was 
organized  in  the  rooms  of  the  chamber  January  25.  The  officers 
of  the  new  organization  are:  R.  E.  Fitch,  Utica  Steam  and 
Mohawk  Valley  Cotton  Mills,  president;  J.  M.  Page,  New  York, 
Ontario  &  Western  Railroad,  first  vice-president;  E.  T.  Foxen- 
burg,  Mohawk  Valley  Cap  Factory,  second  vice-president;  C.  E. 
Darrigrand,  manager  of  the  traffic  department  of  the  Utica 
Chamber  of  Commerce,  secretary  and  treasurer. 


The  annual  banquet  of  the  Transportation  Club  of  Louisville 
will  be  held  at  the  Seelbach  Hotel,  February  24. 


The  Traffic  Club  of  Chicago  will  give  an  informal  dinner 
dance  at  the  Hotel  La  Salle,  February  8. 


The  Traffic  Club  of  New  England  will  hold  its  annual  ban- 
quet at  the  Copley-Plaza,  Boston,  February  10,  A.  F.  Sheldon, 
founder  of  the  Sheldon  School  of  Business  Science,  will  speak 
on  "Industrial  Evils;  Their  Cause  and  Cure,"  and  Feri  Felix 
Weiss,  former  immigration  inspector  and  special  agent  of  the 
Bureau  of  Investigation,  Department  of  Justice,  will  give  a  talk 
announced  under  the  title  of  "The  Seive." 


In  this  column  last  week  it  was  stated  that  the  subject  at 
the  last  "get-together"  discussion  of  the  Traffic  Club  of  Chicago 
was  "car  spotting."  This  was  a  slip  of  'the  pen.  The  subject 
should  have  been  given  as  "tracing." 


The  Transportation  Club  of  Decatur  is  a  comparatively  young 
organization,  but  it  has  become  an  important  factor  in  the 
business  life  of  that  city.  The  first  annual  banquet,  given  by 
it  at  the  Hotel  Orlando,  January  27,  was  a  success,  more  than  a 
hundred  railroad  executives  from  all  -parts  of  the  country  par- 
ticipating. There  w«re  S93  at  table.  R.  L.  Rees,  traffic  man- 
ager of  the  E-Z  Opener  Bag.  Company,  who  Is  president  of  the 
club,  says  the  real  reason  these  executives  like  to  attend  these 
affairs  in  Decatur  is  because  "we  invite  them  to  come,  and  theri 
give  them  something  after  they  come."  The  object  of  the  club 


The  next  regular  meeting  of  the  Transportation  Club  of 
Tulsa  will  be  held  in  connection  with  a  dinner  •  at  the  Hotel 
Tulsa,  February  7.  The  principal  speaker  will  be  George  T. 
Atkins,  freight  traffic  manager  of  the  M.  K.  &  T.,  who  will  in- 
form the  members  of  the  impending  rate  adjustments  to  and 
from  Southwestern  Line  territory.  Other  officers  of  the  M.  K'. 
&  T  will  also  be  present,  including  W.  W.  Miller,  general  freight 
agent,  St.  Louis;  A.  S.  Johnson,  general  manager,  Parsons,  Kan.; 
Z.  G.  HopkinSj  assistant  operating-  official,  St.  Louis. 

,  .PEORIA  &  PEKIN  UNION  FINANCES 

The  Traffic  World  Washington  Bureau 

The  Commission  has  authorized  the  Peoria  &  Pekin  Union 
Railway  Company  to  extend  the  time  of  maturity  of  $1,459,000 
of  its  first  and  $1,499,000  of  its  income  or  second  mortgage 
bonds  for  five  years  from  February  1,  1921,  until  February  1, 
1926,  inclusive;  to  increase  the  rate  of  interest  on  the  first  mort- 
gage bonds  from  6  to  7  per  cent,  and  on  the  second  mortgage 
bonds  from  4%  to  7  per  cent,  and  to  pledge  all  or  any  part  of 
the  extended  bonds  as  security  for  any  loan  or  loans  that  may 
be  made  under  section  210  of  the  transportation  act.  The  Com- 
mission said  the  applicant  showed  that  it  could  not  pay  the 
bonds  at  maturity  or  otherwise  retire  them. 

A  large  number  of  the  bondholders,  the  Commission  said, 
have  deposited  their  bonds  under  an  extension  agreement  for 
indorsement  "of-  the  extension  of  maturity.  The  bonds  of  the 
holders  who  do  not  deposit  them  will  be  purchased  by  a  nom- 
inal vendee,  before  maturity,  who  will  deposit  them  and  par- 
ticipate in  the  extension  agreement.  The  applicant  proposes 
to  borrow  from  the  government  under  section  210  money  to 
reimburse  the  nominal  vendee  for  money  expended  in  acquiring 
such  bonds,  the  bonds  so  acquired  to  be  pledged,  dollar  for  dol- 
lar, with  the  United  States. 

At  the  same  time  the  Commission  issued  the  above  report 
it  announced  it  had  approved,  in  connection  therewith,  a  loan 
of  $1,799,000  to  the  Peoria  &  Pekin  Union  Railway  Company,  for 
the  purpose  of  aiding  the  company  in  meeting  the  maturity, 
February  1,  1921,  of  its  bonded  indebtedness  in  an  aggregate 
principal  amount  of  $2,994,000.  The  carrier  itself  is  required  to 
finance  $1,195,000  to  meet  the  loan  of  the  government. 

The  Lake  Erie  &  Western  has  applied  to  the  Commission 
for  authority  to  guarantee  a  six  per  cent  five-year  promissory 
note  of  the  Peoria  &  Pekin  Union  in  the  principal  amount  of 
$181,000,  to  be  made  payable  to  the  Secretary  of  the  Treasury 
in  connection  with  a  government  loan  of  $1,810,000.  The  Illinois 
Central,  as  a  part  of  the  same  application,  asks  authority  to 
become  guarantor  to  the  extent  of  25  per  cent  of  the  loan  to  the 
Peoria  &  Pekin  Union,  and  the  Peoria  &  Eastern  asks  authority 
to  guarantee  a  six  per  cent  five-year  promissory  note  of  $226,250 
to  be  given  by  the  Peoria  &  Pekin  Union  to  the  Secretary  of 
the  Treasury.  The  loan  is  to  be  used  in  the  acquirement  of 
outstanding  bonds. 


UOAN   TO   A.  T.  &  N. 

The  Commission  has  approved  a  loan  of  $90,000  to  the  Ala- 
bama, Tennessee  &  Northern  Railroad  Corporation  to  aid  it  in 
meeting  its  maturing  indebtedness.  ' 


is  to  foster  fellowship  between  the  -representatives  of  the  rail- 
roads, passenger,  freight,  and  express  agents  and  those  who  have 
local  transportation  in  charge.  In  other  words,  to  establish  a 
better  feeling  between  shipper  and  carrier.  To  do  this,  it  is 
planned  to  have  two  large  meetings  every  year,  of  which  the 
industrial  banquet  in  January  is  one.  The  other  is  the  annual 
railroad  banquet  which  is  to  take  place  in  October.  In  the  in- 
tervening months,  except  July  and  August,  there  will  be  monthly 
round  table  meetings  to  which  passenger  and  freight  agents  who 
happen  to  be  in  the  city  will  be  invited.  The  principal  address 
at  the  industrial  banquet  was  made  by  George  A.  Blair,  traffic 
manager,  Wilson  &  Company,  Chicago.  It  was  printed  in  The 
Traffic  World  January  29.  F.  B.  Bowes,  vice-president  of  the 
Illinois  Central,  spoke  about  the  effect  on  the  railroads  of  the 
recent  slump  in  business.  He  said  that,  after  bending  all  their 
efforts  toward  obtaining  new  equipment,  the  railroads  found  the 
greater  proportion  of  this  equipment  idle  on  their  side  tracks. 
"The  rates  are  high  enough,"  he  said.  "There  are  only  two 
possible  solutions.  The  first  is  retrenchment  and  intensive  man- 
agement, which  is  demanded  of  every  railroad  at  this  time,  and 
the  second  is  reduction  in  the  price  of  labor.  It  is  impossible  to 
foresee  when  this  latter  remedy  will  be  fair  and  practicable." 
An  attempt  to  explain  the  deficiencies  in  service  in  the  last  few 
years  was  made  by  J.  P.  Morrison,  vice-president  of  the  Pull- 
man Company.  He  said  that  in  1918  his  company  did  not  build 
a  single  sleeping  car.  "It  did  build,"  he  said,  "one  million  shells, 
50  ten-car  hospital  trains  and  a  great  quantity  of  gun  carriages, 
in  addition  to  the  work  of  hauling  15,000,000  boys  from  camp  to 
camp  and  from  camp  to  shipside."  He  said  the  Pullman  Com- 
pany now  was  repairing  20  cars  a  day,  building  two  new  sleeping 
cars  a  day  and  turning  out  much  freight  equipment.  Among  a 
number  of  musical  diversions  were  severel  songs  by  W.  M.  Por- 
teous,  St.  Louis,  district  freight  agent  of  the  Canadian  Pacific. 
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LOSS  AND  DAMAGE  CLAIMS 

of    n    series    of    articles    written    for    The    Traffic    World    by 
C.   H.   Dietrich) 

In  the  statement  of  amounts  paid  by  forty-three  principal 
rail  lines  in  September,  as  shown  in  the  article  published  Janu- 
ary 22,  was  Included  $63,300,  representing  loss  and  damage  on 
eggs.  This  iff,  of  course,  not  a  representative  showing,  for  the 
otivious  reason  that  September  payments  are  naturally  light  on 
this  commodity,  as  the  movement  of  eggs  is  heaviest  in  the 

ly  spring  and  summer  months.  Neither  does  this  amount 
M 'iii-twiii  any  claims  on  other  dairy  products,  but  includes  only 
payments  made  on  egg  shipments. 

Tin-  subject  of  loss  and  damage  to  dairy  products  is  of 
peculiar  interest,  not  alone  to  the  shipper  or  receiver  and  carrier. 
but  (o  the  consuming  public,  for  the  reason  that  the  economic 
w.-i-Jtf  from  this  source  has  some  bearing,  at  least,  on  the  cost 
of  those  foodstuffs  to  the  ultimate  consumer,  and  this  interest 
has  perhaps  been  intensified  in  the  last.  few.  seasons  on/account 
of  the  extraordinary  high  values  attached  to  everything  coming 
under  the  head  of  dairy  products. 

We  can  all  easily  recall  when  fresh  eggs  retailed  at  from 
fifteen  cents  a  dozen  in  the  producing  season  up  to  thirty  cents 
or  forty  cents  a  dozen  during  the  winter  months,  while  butter 
was  available  at  from  thirty  cents  to  forty  cents  a  pound.  With 
values  such  as  this  prevailing,,  the  loss  sustained  through  trans- 
portation was  not  quite  such  an  important  factor,  but  when 
prices  soared  to  the  levels  reached  within  the  last  year  and 
eggs  were  retailed  at  from  eighty-five  cents  to  ninety-five  cents 
a  dozen  and  the  other  dairy  products  were  relatively  as  high, 
the  matter  assumed  a  more  serious  as.pect,  and  the  dairy  inter- 
ests joined  with  the  carriers  in  seeking  safer  methods  in  order 
to  minimize  avoidable  losses  and  damage. 

In  giving  this  subject  consideration,  it  was  found  that  addi- 
tional protection  and  more  careful  handling  after  the  product 
was  in  the  hands  of  the  carrier  did  not  suffice,  but  that  it  was 
necessary  to  go  back  to  the  beginning  and  start  the.  protection 
campaign,  so  far  as  eggs  were  concerned,  at  the  time  they  were 
gathered  from  the  nest,  while  the  protection  in  connection  with 
butter  and  cheese  actually  started  with  the  milking  of  the  cows; 
and,  as  these  sanitary  methods  have  Had  "wider  lind  wider  dis- 
tribution' through  the  efforts  of  agricultural  schools,  special 
bureaus  connected  with  the  United  States  Department  of  Agri- 
culture, and  by  such  organizations  as  the  National  Poultry, 
Butter  and  Egg  Association,  the  producer  has  been  educated 
to  realize  the  necessity  of  gathering  eggs  promptly,  especially  in 
warm  weather,  and  getting  them  into  the  hands  of  the  packer 
without  delay,  where  they  may  be  kept  in  an  even  temperature, 
while  the  milk  producer  has  long  since  learned  the  necessity 
of  cleanliness  and  sanitary  methods  in  the  handling  of  milk  from 
the  barn  through  the  cooling  cans  and  thence  to  the  creamery 
or  cheese  factory. 

After  the  eggs  reach  the  packer,  whether  it  be  an  exclusive 
egg  house  or,  as  frequently  is  the  -case,-  a  general  merchandise 
store  buying  eggs  as  a  side  line,  the  careful  packing  of  them 
into  cases  of  thirty  dozen  each  is  one  of  the  prime  requisites 
for  their  safe  transportation  through  the  hands  of  the  various 
dealers  into  those  of  the  consumer. 

There  Is"  a'  great,  deal  more  to  the  careful  packing  of  eggs 
than  would  appear  to  the  layman,  and  this  particular  feature 
includes  not  only  the  rejecting  of  defective  eggs,  but  the  selec- 
tion of  first  class  fillers  and  cases. 

It  was  a  difficult  matter,  when "  this  campaign  of  careful 
"packing  was  inaugurated,  to  bring  the  merchant,  whose  interest 
in  the  eggs  ceased  after  he  had  a  cover  nailed  on  the  case  and 
a  bill  of  lading  signed  by  the  carrier's  agent  in  his  possession,  to 
realize  that  it  made  a  great  deal  of  difference  whether  his  eggs 
were  packed  in  new  standard  fillers  rather  than  in  a  set  of  fillers 
that  had  been  used  once  or  twice  previously,  and  it  was.  just 
as  difficult  to  demonstrate  to  him  the  necessity  of  a  reasonably 
sound,  well-hailed  case. 

The  careless  packing  of  defective  eggs  was  well  illustrated 
a  few  years  ago,  when  the  United  States  Department  of  Agri- 
culture, in  a  series  of  tests  in  connection  with  eggs  ready  to  be 
turned  over  to  the  carriers  for  transportation,  developed  that,  of 
'  the  entire  number  of  eggs  inspected  in  this  test,  five  per  cent 
were  defective.  In  other  words,  in  every  case  of  thirty  dozen 
eggs  there  were  eighteen  eggs  not  perfect,  and  consequently 
more  likely  to  reach  destination  broken  and  wasted  than  were 
the  other  eggs  in  the  case. 

The  different  classification  committees  having  jurisdiction 
over  these  matters  have,  after  many  hearings  and  thorough  tests, 
incorporated  in  the  classification,  standards  for  egg  packages 
which  shippers  are  required  to  comply  with  or  suffer  the  penalty 
of  paying  an  increased  rate. 

In  addition  to  all  the  improvements  that  have  been  brought 
about  in  connection  with  the  handling  at  origin  and  packing 
into  adequate  containers,  there  has  been,  within  the  last  few 
years,  a  movement  toward  more  intelligent  stowing  of  the  cases 
in  the  car,  as  our  experience  demonstrated  that,  no  matter  how 
careful  or  how  safe  the  eggs  were. packed  Into  the  case,  unless 


the  load  was  correctly  placed  In  the  car  and  properly  protected, 
there  was  needless  breakage  in  transit,  and  I  believe  the 
experiments  that  have  been  made  along  these  lines  In  the  last 
few  years  have  satisfied  all  who  have  studied  the  question  that, 
perhaps,  the  most  effective  protection  against  breakage  of  eggs 
In  transit  that  has  been  developed  is  the  use  of  ample  buffing,  in 
the  shape  of  hay,  straw,  excelsior  or  shavings  in  the  ends  of 
the  car  and  in  the  space  in  the  doorway,  if  any. 

A  car  of  eggs  loaded  compactly  and  protected  In  thle  man- 
ner will  carry  through  without  breakage  under  ordinary  trans- 
portation conditions.  As  evidence  of  the  practicability  of  this 
method,  a  large  egg  packing  plant  in  Nebraska  made  a  shipment 
of  60  carloads  last  year  into  territory  along  the  south  Atlantic 
seaboard,  involving  a  rail  haul  of  better  than  1,500  miles,  out  of 
which  but  one  car  showed  sufficient  damage  to  warrant  filing  a 
I'laim.  J 

Amother  feature  only  recently  inaugurated  in  connection  with 
the  safe  loading  of  eggs,  is  that  of  using  false  floors  in  the  cars. 
The. use.  of  these  false  floors  is,  of  course,  no  more  valuable 
'  fronl  an  egg  shipper's  standpoint  than  from  the  standpoint  of 
other  perishable  freight  shipper,  but,  by  the  use  of  this  equip- 
ment the  full  circulation  of  cold  air  is  made  possible,  and  where 
the  ice  bunkers  become  clogged  and  water  overflows  into  the 
body  of  the  car,  the  false  floor  holds  the  load  far  enough  away 
from  the  permanent  floor  to  prevent  any  water  damage. 

In  considering  the  transportation  of  dairy  products  from  a 
loss  and  damage  viewpoint,  eggs  naturally  loom  more  promi- 
nently than  butter  or  cheese,  due-  principally  to  their  fragile 
nature  and  greater  liability  to  breakage;  however,  the  handling 
of  butter  and  cheese  is  not  without  its  own  difficulties. 

In  the  case  of  cheese,  this  is  due  largely  to  the  class  of 
container  in  which  a  great  proportion  of  this  product  is  handled 
— namely,  the  old-fashioned  cylindrical  cheese  box.  From  the 
very  nature  of  these  packages  and  on  account  of  the  weight 
contained  in  them  they  are  easily  split,  and  where  this  occurs 
and  the  cheese  escapes  from  its  box,  it  is  invariably  soiled  or 
otherwise  damaged  by  being  broken  or  crushed.  If  it  were  not 
for  this  one  feature  the  handling  of  cheese  by  transportation 
lines,  without  loss  or  damage,  would  be  rather  a  simple  matter. 
The  only  other  damage  it  is  exposed  to  is  that  of  overheating 
in  warm  weather  and  freezing  in  cold  weather,  both  of  which 
causes  are  the  direct  result  of  failure  to  ice  or  heat  the  car 
properly,  and  for  which  the  carrier  certainly  cannot  attach  any 
blame  to  the  shipper  or  receiver. 

In  the  transporting  of  butter,  the  prime  requisite  is  the 
maintaining  of  proper  temperature,  together  with  avoiding  any 
'delays  in  transit.  There  is  no  doubt  that  if  the  men  who  load 
-and  unload  tub  butter  could  have  their  way,  they  would  make 
butter  tubs  the  same  diameter  at  the  bottom  as  they  are  at  the 
top,  but  this  is  another  trade  custom  that  amounts  to  practically 
a  tradition, -and,  no  doubt,  butter  tubs  will  continue  to  be  manu- 
factured in  this  particular  shape,  although  they  would  make  a 
much  more  compact  load  if  the-  top  and  bottom  were  the  same 
diameter. 

The  settlement  of  claims  covering  butter  and  cheese  is, 
perhaps,  as  simple  as  of  those  covering  any  ordinary  commodity. 
In  fact,  the  market  value  of  these  two  commodities  is  so  gen- 
erally-advertised and  well  understood  that  claim  adjustments 
should  not  require  much  controversy.  Ordinarily,  claims  on 
these  commodities  are  for  full  value  where  shortage  exists  or 
for  depreciation  in  quality  where  damaged  by  overheating,  frost, 
.or  some  other  cause,  and  the  sale  of  the  damaged  property  as 
compared  to  the  market  value  of  the  same  property  in  good 
•  condition  determines  the  measure  of  damage  and  simplifies  the 
adjustment. 

Unfortunately,  the  adjustment  of  claims  m  connection  with 
eggs  is  not  so  simple.  In  fact,  I  presume  there  has  been  as 
much  controversy  in  the  last  few  years  in  connection  with  claim 
settlements  as  on  almost  any  one  of  the  commodities,  we  have 
to  do  with,  if  not  more.  There  are  several  reasons  why  this 
situation  exists,  the  primary  one  being  that  it  is  a  physical  im- 
possibility for  the  carrier  to  inspect  these  shipments  at  original 
point  of  origin,  and  it  might  be  possible  for  a  shipment  of  eggs 
to  be  receipted  for  in  good  condition,  when,  as  a  matter  of  fact, 
one-half  the  entire  number  of  eggs  in  the  shipment  might  be 
defective  and  the  other  half  rotten  or  spoiled.  With  this  pri- 
mary condition  confronting  them,  the  carriers  are  always  at  a 
disadvantage,  so  far  as  the  unscrupulous  shipper  is  concerned, 
and,  by  reason  of  this  fact,  there  are  wide  fields  for  argument 
and  controversy  when  a  shipment  arrives  at  destination  In  other 
than  perfect  condition. 

Well  within  the  memory  of  all  interested  in  the  transporta- 
tion of  eggs,  both  shipper  and  carrier,  are  the  conditions  that 
were  developed  in  New  York  City  some  years  ago.  when  losses 
accrued  that  amounted  literally  to  millions  of  dollars,  and  the 
matter  became  so  burdensome  that  some  of  the  carriers  felt 
justified  in  embargoing  the  transportation  of  eggs  over '  their 
lines.  Unfortunately,  in  an  effort  toward  concentrating  the  han- 
dling of  settlements  for  these  losses  with  an  independent  bureau, 
certain  receivers  of  eggs  in  New  York  City,  by  bribing  carriers' 
.  en\pJoj«B8.  obtained  the  payment  of  false  claims  and  a  situation 
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developed  that  was  disastrous  to  all  concerned.  A  number  of 
the  persons  Involved  were  fined  and  the  credit  of  several  of 
the  firms  ruined  in  the  disclosures  in  connection  with  this  affair. 

Since  that  time,  however,  the  Trunk  Line  Freight  Inspection 
Bureau  in  the  east  and  the  Western  Weighing  and  Inspection 
Bureau  in  the  west  have  co-operated  with  various  rail  lines  in 
an  effort  toward  establishing  equitable  inspection  to  the  end 
that  a  shipment  arriving  at  destination  damaged  may  be  exam- 
ined before  delivery  is  made  and  the  exact  amount  of  damage 
ascertained  and  a  record  made  thereof.  This  inspection  is  then 
used  as  a  basis  for  claim  in  the  event  of  carrier's  liability  being 
established. 

In  the  ordinary  working  out  of  any  inspection  plan  such  as 
this  there  is  bound  to  be  more  or  less  difference  of  opinion  and, 
possibly — in  fact,  probably — some  dissatisfaction;  but,  on  the 
whole,  an  inspection  made  at  the  time  of  delivery  and  subject 
to  the  verification  of  consignee's  representatives  should  be,  and, 
I  believe  in  the  great  bulk  of  cases,  is  satisfactory  in  that  it 
furnishes  a  definite  proposition  to  which  claimant  may  tie;  and, 
while  there  are  a  few  details,  as  indicated  above,  such  as  the 
expense  of  labor  involved  in  ascertaining  exact  damage  by  joint 
inspection,  the  grading  of  defective  eggs  found  at  destination, 
etc.,  I  believe  there  is  no  question  but  that  this  method  of  ar- 
riving at  the  basis  for  presentation  of  claims  is  far  in  advance 
of  the  more  or  less  haphazard  manner  of  reaching  a  conclusion 
that  prevailed  prior  to  the  handling  of  this  matter  by  authorized 
bureaus. 

There  are,  as  indicated  above,  undoubtedly  some  details  in 
connection  with  these  inspections  not  entirely  satisfactory  to 
the  receivers  of  eggs.  One  feature  in  particular  is  the  rule  in 
connection  with  deliveries  in  Eastern  Trunk  Line  territory  which 
limits  liability  to  package  showing  external  evidence  of  damage, 
but,  inasmuch  as  the  rules  governing  the  inspection  in  Trunk 
Line  territory  have  been  sanctioned  by  the  Interstate  Commerce 
Commission,  the  carriers  operating  under  those  rules  maintain 
that,  on  the  whole,  they  are  fair  and  equitable. 

The  rules  generally  in  effect  at  points  where  the  inspection 
is  supervised  by  the  Western  Weighing  and  Inspection  Bureau 
permit  the  receiver  to  make  a  limited  inspection  for  breakage 
by  raising  the  covers.  If  no  damage  is  apparent  the  shipment 
must  be  accepted  without  claim,  but  if  damage  is  in  evidence 
from  such  limited  inspection,  it  is  then  permissible  to  make  a 
thorough  examination,  which  amounts  to  a  joint  inspection,  and 
the  damage  ascertained  by  such  inspection  is  certified  to  by 
carrier's  representative,  thereby  establishing  a  concrete  basis 
on  which  there  is  little  room  for  argument  in  the  adjustment  of 
claims. 

The  fragile  nature  of  an  ordinary  hen  egg  is  such  that, 
even  under  the  most  favorable  circumstances,  we  may  expect 
to  have  claims  for  damage  to  contend  with  so  long  as  eggs  are 
transported  from  producer  to  market.  It  must  be  'apparent, 
however,  to  anyone  who  has  given  this  matter  any  attention  in 
the  last  few  years,  that  the  breakage  and  consequent  loss  to 
eggs  has  been  unreasonably  heavy,  and  the  question  naturally 
presents  itself  as  to  whether  the  present  style  of  package  is  the 
last  word  from  the  standpoint  of  protection  against  the  shocks 
and  jars  of  ordinary  transportation. 

There  is,  of  course,  no  question  in  anyone's  mind  but  that 
eggs  can  be  packed  in  a  manner  which  will  almost  insure  them 
against  breakage,  and  this  was  demonstrated  a  few  years  ago 
when  a  considerable  movement  of  eggs  was  received  in  Chicago 
from  a  point  in  Siberia,  having  moved  thousands  of  miles  by  rail 
and  across  the  Atlantic  by  boat.  The,se  eggs,  however,  were 
packed  in  oathulls,  the  packages  weighing  several  hundred 
pounds  each  and  of  very  substantial  material.  Packages  of  this 
kind  could  not  be  handled  successfully,  especially  the  oathull 
packing,  without  an  attending  labor  cost  that  would  be  pfo- 
hibitive  in  the  commercial  handling 'of  eggs  as  carried  on  in  this 
country.  •  • 

There  has  been  demonstrated  at  recent  'claim  prevention 
meetings  a  new  type  of  egg  filler  manufactured  from  papier- 
mache  which  provides  a  cup-shaped  compartment  for  each  egg 
and  it  is  claimed  that  this  type  of  filler  will  withstand  almost 
any  kind  of  rough  usage  in  handling,  without  damage  to  the  egg 
If  this  is  true,  it  is  earnestly  hoped  that  sufficient  tests  will  be 
given  to  demonstrate  its  commercial  practicability  and  save  the 
shipper  and  carrier  alike  from  the  continual  annoyance  of  this 
class  of  claims. 

With  respect  to  the  adjustment  of  claims  on  shipments  of 
eggs  damaged  in  transit:     The  one  great  factor,  from  a  freight 
claim  standpoint,  necessary  for  the  expediting  of  settlement,  is 
an  inspection  at  destination,  and  before  delivery  to  consignee, 
that  will  show,  without  any  chance  for  controversy,  the  com- 
plete damage  existing,  and  this  applies  equally  to  carload  as  to 
BS-carload  shipments.    If  the  damage  is  ascertained  and  a  rec- 
1   made  by  delivering   agent,   verified   by  consignee's   repre- 

itive  and  agreed  to  by  these  two,  all  that  remains  for  the 

Ignt  claim  agent  in  the  adjustment  of  such  a  claim  is  to  d'e- 

elop  the  question  of  carrier's  liability  and  the  prevailing  market 

:es,  and  the  claim  is  ready  for  settlement.    On  the  other  hand 

the  shipment  is  delivered,  taken  to  consignee's  place  of  busi- 


ness, and  a  claim  presented,  possibly  weeks  or  months  later, 
based  on  a  damage  of  which  the  carrier  had  no  knowledge  when 
delivery  was  made  and  the  extent  of  which  he  has  no  way  of 
determining,  except  through  records  in  the  possession  of  con- 
signee, the  pins  are  set  for  a  long-drawn-out  controversy,  and 
generally  a  settlement  that  is  unsatisfactory  alike  to  claimant 
and  carrier.  If  I  were  to  make  a  suggestion  looking  toward 
better  conditions  with  respect  to  the  settlement  of  claims  on 
eggs  damaged  in  transit,  I  believe  the  most  practical  suggestion 
would  be  that  arrangements  be  made  by  the  various  carriers 
at  all  large  egg-receiving  points,  to  establish  an  inspection  serv- 
ice in  connection  with  the  most  available  organization,  whereby 
the  damage  may  be  ascertained  before  delivery,  in  the  shape 
of  joint  inspection  between  carrier  and  receiver's  representative; 
and,  speaking  from  the  experience  we  have  had  with  this  plan 
at  Chicago,  I  do  not  doubt  but  that  the  receivers  of  eggs  would 
willingly  join  carriers  in  perfecting  the  plans  for  such  an  organ- 
ization. 

It  was  the  writer's  privilege  to  serve  on  a  committee  ap- 
pointed by  the  recent  Railway  Administration,  Claims  Division, 
for  the  purpose  of  ascertaining  the  views  of  carriers  and  dairy 
product  shippers  and  receivers  on  the  question  of  suitable  rules 
governing  the  handling  of  these  products  and  the  adjustment 
of  claims  for  loss  and  damage  on  same,  and  the  spirit  of  co- 
operation and  willingness  to  go  along  with  any  reasonable  propo- 
sition was  so  manifest  on  the  part  of  shippers'  and  receivers' 
representatives  that  it  is  a  certainty  that  these  same  people  can 
be  interested  in  making  arrangements  with  the  various  carriers 
at  the  large  receiving  points  for  some  such  proposition  as  out- 
lined above. 

The  egg  crop  for  this  season  will  start  to  move  in  large 
volume  in  a  few  weeks,  and  it  would  seem  that  now  is  the 
logical  time  for  all  interested  to  get  together  to  iron  out  any 
inconsistencies  that  might  have  appeared  in  the  operation  of 
existing  inspection  bureaus  in  the  1920  season  and  arrange  for 
similar  organizations  at  points  where  they  are  needed  and  are 
not  now  in  existence. 


HURRY  FILING  OF   CLAIMS 

The  Traffic  World   Washington  Bureau 

What  may  be  regarded  as  another  warning  to  shippers  to 
get  their  claims  that  arose  in  the  period  of  federal  control  to 
the  files  of  the  Commission  before  the  end  of  this  month  has 
been  issued  by  Cyrus  B.  Stafford,  manager  of  the  department 
of  traffic  of  the  division  of  liquidation  claims  of  the  Railroad 
Administration.  In  circular  No.  3,  dated  January  28,  he  said 
carriers  should  accept  no  more  claims  against  the  Director-Gen- 
eral, because  it  would  be  impossible  before  March  1  to  take  any 
action  on  them.  The  circular,  addressed  to  each  carrier  whose 
property  was  under  federal  control  at  the  conclusion  thereof  at 
midnight,  February  29,  1920,  is  as  follows: 

Under  date  of  December  15,  1920,  Circular  No.  2  was  distributed, 
directing  attention  to  Section  206,  paragraph  C,  of  the  Transporta- 
tion Act,  1920,  with  respect  to  the  handling  of  reparation  claims. 

In  view  of  the  short  period  remaining  for  the  fining  of  such  claims 
with  the  Interstate  Commerce  Commission,  the  carriers  should  ac- 
cept no  further  claims  against  the  Director  General,  advising  the 
claimants  that  it  will  be  Impossible  for  the  Director  General  to  take 
any  action  on  such  claims  before  March  1,  1921. 


SEATTLE  PORT  CASE 

The  Traffic  World   Washington  Bureau 

The  U.  S.  Supreme  Court,  January  31,  in  No.  107,  Port  of 
Seattle  vs.  Oregon  &  Washington  Railroad  Company  et  al.,  re- 
versed the  District  Court  of  the  United  States  for  the  Western 
district  of  Washington  for  discussing  a  bill  brought  by  the  Port 
'of  Seattle  against  the  railroad,  in  which  the  principal  question 
was  whether  the  railroad  company,  as  owner  of  a  strip  of  ground 
adjoining  East  Waterway  in  the  Port  of  Seattle,  had  the  right 
to  build  in  the  waterway  piers,  wharves,  and  other  structures 
over  which  it  could  obtain  access  from  its  land  to  the  navigable 
channel.  The  lower  court  decided  the  case  in  favor  of  the  rail- 
road company  but  the  Supreme  Court  did  not  sustain  the  find- 
ing and  remanded  the  cause  to  the  District  Court  for  further 
proceedings  in  conformity  with  the  opinion. 

The  question  arose  in  a  suit  to  quiet  title,  which  was  brought 
by  the  Port  of  Seattle  in  1917  against  the  railroad.  -  The  decree 
entered  by  the  lower  court  declared  in  substance  that  the  stata 
had  no  proprietary  interest  in  the  water  area  between  the  bulk- 
head and  the  pierhead  line;  that  it  was  not  entitled  to  deprive 
the  railroad  of  access  to  the  fairway  and  that  the  railroad  was 
entitled  to  access  to  the  deep  or  navigable  waters. 

The  Port  contended  that  the  railroad,  when  It  acquired  title 
to  the  land,  got  no  right  to  construct  wharves,  docks  and  piers. 
The  Supreme  Court  said  that  ever  since  the  origin  of  Washing- 
ton as  a  state,  it  had  been  its  clearly  defined  policy  not  to  grant 
riparian  rights  in  navigable  waters,  and  that  under  the  law  of 
Washington,  the  railroad,  by  getting  title  to  the  land  in  ~ques-  ' 
tJon,  did  not  also  get  the  riparian  rights. 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporter*  and  Digests  of  National   Reporter 

System,  published  by  West  Publishing  Co.,  St   Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


TRANSPORTATION   AND   DELIVERY   BY  CARRIER 
Liability  for  Failure  to  Furnish  Cars  for  Fruit: 

(Supreme  Court  of  Arkansas.)  Where  a  number  of  farmers 
associated  themselves  together  for  the  purpose  of  growing  and 
shipping  fruit,  and  selected  one  of  their  number  as  an  agent  to 
sell  and  ship  their  products,  refusal  in  agent's  action  against 
railroad  on  behalf  of  the  persons  so  associated  together  to  strike 
from  the  complaint  the  names  of  all  persons  having  an  interest 
in  the  cause  of  action  except  such  agent  held  proper.— De  Queen 
&  E.  R.  Co.  vs.  Park,  225  S.  W.  Kept.  614. 

Where  a  number  of  farmers  had  associated  themselves  to- 
gether for  the  purpose  of  growing  and  shipping  fruit,  and  had 
selected  one  of  their  number  as  agent  to  sell  and  ship  their 
products,  he  might  sue  in  behalf  of  himself  and  all  the  others 
on  a  cause  of  action  concerning  a  shipment. — Ibid. 

In  action  against  a  railroad  for  failure  to  furnish  cars,  under 
acts  1909,  p.  698,  refusal  to  require  complaint  to  be  made  more 
definite  and  certain  by  alleging  dates  on  which  cars  were  wanted 
was  harmless,  where  the  undisputed  evidence  showed  that  rail- 
road had  knowledge  of  such  dates,  and  failed  to  furnish  the  cars 
because  it  could  not  get  them  from  a  refrigerator  company — 
Ibid. 

In  action  against  railroad  for  failure  to  furnish  cars  for  fruit 
under  acts  1909,  p.  698,  where  defense  was  that  there  was  an 
unprecedented  rush  in  railroad's  business,  excusing  it  from  fail- 
ing to  deliver  the  cars,  testimony  that  plaintiff  had  talked  with 
railroad's  agent  before  the  fruit  season  had  opened,  and  had  been 
told  by  agent  that  he  would  take  care  of  the  shipping,  held 
proper  to  prove  that  there  was  no  unprecedented  demand  for 
cars  during  such  season. — Ibid. 

Where  railroad  knew  how  many  cars  would  be  needed  during 
shipping  season  at  particular  point,  and  furnished  cars  each  day 
on  the  verbal  request  of  agent  of  shippers,  there  was  a  waiver 
of  the  written  notice  to  supply  the  cars,  required  by  acts  1909, 
p.  698.— Ibid. 

Railroad  is  liable  for  failure  to  furnish  cars  for  shipment 
of  cantaloupes  on  demand  of  shippers  for  cars  under  acts  1909, 
p.  698,  even  though  its  failure  to  furnish  the  cars  was  due  to  its 
failure  to  obtain  iced  cars  from  refrigerator  company. — Ibid. 

CARRIAGE  OF  LIVE  STOCK 
Liability  of  Carrier  for  Special  Damage — Proof  of: 

(Court  of  Civil  Appeals  of  Texas.)  In  a  shipper's  action 
against  a  carrier  for  failure  to  ship  certain  mules  according  to 
contract  wherein  special  damages  were  claimed  on  the  ground 
that  the  mules  had  been  purchased  for  sale  to  the  government 
for  war  purposes,  it  was  necessary  for  plaintiff  to  prove  that 
the  live  stock  was  up  to  the  government  standard,  and  would 
have  passed  inspection.— Gulf,  C.  &  S.  F.  Ry.  Co.  et  al.  vs.  Davis, 
225  S.  W.  Kept.  773. 

In  a  shipper's  action  against  a  carrier  for  damages  arising 
from  the  carrier's  failure  to  ship  certain  mules  according  to 
contract  wherein  special  damages  were  claimed,  based  upon  a 
purchase  for  the  purpose  of  sale  to  the  government  for  war 
purposes,  the  question  as  to  whether  the  mules  would  have 
passed  inspection  if  they  had  reached  destination,  held,  under 
the  evidence,  one  for  the  jury. — Ibid. 

The  jury,  being  the  sole  judges  of  the  credibility  of  wit- 
nesses and  the  weight  to  be  given  their  testimony,  are  not  bound 
by  the  statements  of  interested  witnesses,  even  though  they  may 
be  undisputed. — Ibid. 

Where  a  fact  is  sought  to  be  established  by  opinion  evidence 
not  amounting  to  the  certainty  of  positive  proof,  although  not 
disputed  by  other  evidence,  the  jury  are  free  to  give  such  weight 
to  the  same  as  in  their  judgment  it  may  be  entitled  to. — Ibid. 

In  a  shipper's  action  against  carrier  for  failure  to  transport 
live  stock  wherein  special  damages  were  claimed  depending  on 
whether  such  live  stock  would  have  passed  government  inspec- 
tion at  destination,  it  was  error  to  refuse  to  give  a  special  charge 
submitting  to  the  jury  the  issue  as  to  whether  the  stock  would 
have  passed  inspection  had  it  arrived,  notwithstanding  testimony 
only  raising  the  question  of  part  of  the  stock  being  below  gov- 
ernment requirements. — Ibid. 

In  a  shipper's  action  against  a  carrier  for  special  damages 
due  to  failure  to  transport  certain  live  stock  wherein  the  issue 
arose  as  to  whether  the  live  stock  would  have  passed  govern- 
ment inspection  at  destination,  a  requested  special  charge  to 
submit  such  question  held  sufficient  to  call  the  court's  attention 
to  his  failure  to  submit  the  issue  and  to  preclude  him  from  mak- 
ing an  implied  finding  thereon. — Ibid. 
Delay  in  Transit— Liability  of  Carrier  for: 

(Court  of  Civil  Appeals  of  Texas.)     The  trial  court's  ruling 


regarding  a  witness'  qualification  to  express  an  opinion  will  not 
be  reviewed  except  for  manifest  mistake  or  abuse  of  discretion. 
— Hines,  Director-General  of  Railroads,  et  al.  vs.  Davis,  225  S.  W. 
Kept.  862. 

A  witness'  testimony  that  he  annually  shipped  30  to  100 
carloads  of  cattle  between  certain  points  and  had  accompanied 
several  horse  shipments  between  such  points  qualified  him  to 
state  the  usual,  customary  running  time  between  the  points 
Involved. — Ibid. 

Testimony  regarding  the  usual  and  customary  time  for  a  cat- 
tle shipment  to  be  In  transit  between  specified  points  held  admis- 
sible against  the  objection  that  it  was  an  opinion  on  a  mixed 
question  of  law  and  fact. — Ibid. 

The  fact  that  a  verdict  was  returned  in  accordance  with  the 
general  charge,  instead  of  an  erroneous  spe*cial  charge,  tendered 
by  appellant,  does  not  constitute  reversible  error. — Ibid. 

Where  plaintiff  claimed  his  cattle  had  been  depreciated  in 
value  during  transit  by  defendant  railroad  exposing  them  to  ticks 
and  fever,  testimony  regarding  the  result  of  exposing  cattle  to 
such  diseases  is  admissible. — Ibid. 

Evidence  regarding  the  sales  price  of  cattle  transported  by 
defendant  railroad,  the  average  excess  shrinkage,  etc.,  held  to 
make  the  amount  of  depreciation  in  market  value  a  jury  question. 
—Ibid. 

In  action  for  damage  to  a  cattle  shipment  where  defendant 
required  plaintiff's  attorney  to  identify  a  letter  submitting  a 
smaller  damage  claim  than  the  amount  sued  for,  the  witness  may 
explain  on  cross-examination  that  he  subsequently  received  addi- 
tional information  regarding  the  amount  of  damage.— Ibid. 

Evidence  that  It  required  sixty  hours  to  transport  cattle  be- 
tween specified  points,  whereas  the  usual  and  customary  time 
was  twenty-five  to  thirty  hours,  held  to  make  the  issue  of  delay 
a  jury  question. — Ibid. 

Evidence  that  cattle  were  delivered  to  defendant  railroad 
and  by  it  delivered  to  consignee  in  unclean  pens  sufficiently 
establishes  that  the  railroad  placed  them  in  the  pens,  at  least  in 
the  absence  of  an  explanation  by  defendant. — Ibid. 

(Court  of  Civil  Appeals  of  Kentucky.)  Evidence  held  to 
show  that  there  was  no  unreasonable  delay  in  transporting  live 
stock  to  market,  if  they  were  delivered  at  the  stock  yards  on 
the  same  day  they  were  shipped,  as  claimed  by  defendant. — 
Illinois  Central  R.  Co.  vs.  Tanner  et  al.,  225  S.  W.  Rept.  745. 

Evidence  held  to  show  that  a  shipment  of  live  stock  was  de- 
livered at  the  stock  yards  on  the  same  day  it  was  made,  as 
claimed  by  the  carrier,  and  not  on  the  following  day,  as  claimed 
by  the  shippers,  and  that  a  jury  finding  that  there  was  an  un- 
reasonable delay  was  flagrantly  against  the  evidence. — Ibid. 

Where  a  shipment  of  live  stock  could  not  have  been  carried 
to  the  stock  yards  in  time  for  sale  on  December  13,  damages 
from  any  decline  in  the  market  between  the  13th  and  the  14th 
were  not  recoverable  in  an  action  for  delay,  and  the  evidence 
and  right  to  recovery  should  have  been  confined  to  subsequent 
decline.— Ibid. 

A  notice  that  plaintiffs  would,  on  the  26th  of  December,  and, 
if  not  on  the  26th,  then  on  the  27th,  and,  if  not  on  the  27th,  then 
on  the  28th,  attend  at  a  certain  place  to  take  the  depositions  of 
specified  witnesses  and  at  certain  other  designated  places  to 
take  the  depositions  of  certain  other  witnesses,  and  that  the 
taking  would  not  be  at  the  time,  but  in  rotation  at  one  place 
after  the  other,  was  insufficient,  and  depositions  taken  in  de- 
fendant's absence  should  have  been  suppressed. — Ibid. 

BAGGAGE— LIABILITY  OF  CARRIER 

Baggage — Limitation  of  Liability: 

(Court  of  Civil  Appeals  of  Texas.).  One  checking  a  grip  In 
a  railroad  station  is  not  bound  by  a  printed  notice  on  the  ticket, 
limiting  the  liability  of  the  carrier  in  case  of  negligent  loss,  un- 
less he  has  knowledge  of  such  limitation  and  assents  thereto. — 
Lancaster  et  al.  vs.  Sanford  et  ux.,  225  S.  W.  Rept.  808. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION   OF  COMMON   CARRIERS 
Construction  of  Power  Transmission  Line  by  Carrier: 

(District  Court,  N.  D.,  New  York.)  The  court  will  authorize 
its  receiver  to  enter  into  a  contract  with  another  corporation  for 
the  construction  of  a  power  and  transmission  line,  which  will 
enable  the  receiver  to  secure  power  for  the  operation  of  the 
property  at  a  great  saving,  though  the  contract  requires  the 
issuance  of  securities,  which  cannot  be  done  until  the  approval 
of  the  state  Public  Service  Commission  is  secured,  since  it  is  not 
probable  that  such  approval  will  be  withheld  after  the  court 
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Authorizes  its  receiver  to  act.  —  Westinghouse  Electric  Mfg.  Co. 
vs.  Binghampton  Ry.  Co.,  268  Fed.  Kept.  262. 

Under  Railroad  Law  N.  Y.,  8,  17,  authorizing  a  railroad  cor- 
poration to  hold  property  to  aid  it  in  the  construction,  mainte- 
nance and  accommodation  of  its  railroad,  and  to  condemn  from 
time  to  time  property  for  additions,  betterments  and  facilities 
necessary  or  convenient  for  its  maintenance,  an  electric  railway 
company  has  authority  to  acquire  real  estate  and  contract  .for 
the  construction  of  a  power  transmission  line  from  the  state  line 
to  its  line  railway.  —  Ibid. 
Regulation  of  State  Rates  by  Congress: 

(Supreme  Court,  Appellate  Division,  Third  Dept.)  A  rational, 
sensible  and  practical  construction  of  a  constitution  statute,  or 
contract,  should  be  preferred  to  one  which  is  unreasonable, 
absurd  or  impracticable  (per  Woodward  and  Kiley,  JJ.).—  Public 
Service  Commission,  Second  Dist,  vs.  New  York  Central  R.  Co., 
185  N.  Y.  Supp.  267. 

In  construing  a  statute,  it  is  always  proper  to  assume  that 
the  legislative  body  has  acted  with  knowledge  of  existing  laws 
and  constitutions,  and  has  intended  to  produce  a  harmonious 
and  workable  system,  without  violating  constitutional  principles. 
—Ibid. 

The  power  of  the  Congress  to  regulate  commerce  is  subject 
to  all  the  limitations  imposed  by  Const.  U.  S.  Amends.  5,  10.  — 
Ibid. 

The  war  power  of  Congress  does  not  include  power  to  legis- 
late in  matters  belonging  of  right  to  the  states,  for  whatever 
power  is  not  conferred  upon  Congress  is  withheld  for  the  several 
states  and  the  people  thereof.—  Ibid. 

A  railroad  taken  over  by  the  federal  government  in  the 
exercise  of  its  war  powers  became  a  mere  instrumentality  of  the 
government,  and  for  the  period  of  federal  control  ceased  to  be  a 
commercial  railroad  with  obligations  to  the  state,  and  the  rates 
established  by  the  Director-General  had  no  relation  to  the  rail- 
road company  as  a  public  service  corporation.  —  Ibid. 

The  war  power  of  the  government  begins  and  ends  with  the 
necessities  created  by  the  war,  and  does  not  extend  to  the  intra- 
state  regulation  of  common  carriers.  —  Ibid. 

Congress  cannot  be  deemed  to  have  intended  to  go  beyond 
constitutional  powers  in  federal  transportation  act  1920   208a 
providing  for  certain  rates  during  the  period  of  reorganization 
after  returning  railroads  to  their  owners.  —  Ibid. 

Congress  has  no  power  to  amend  state  legislation    and  its 


where  it  clearly  appears  that  no  judgment  can  be  rendered 
against  defendant  appellant,  the  court  will  not  reverse  and  re- 
mand simply  in  order  that  other  persons  who  might  be  liable 
be  made  parties  defendant. — Ibid. 


Federal  legislation  under  the  war  power  only  goes  to  neces- 
!s  of  the  war,  and  not  to  internal  affairs  of  the  several  states 
in  times  of  peace.  —  Ibid. 

Federal  transportation  act  1920,  208a,  providing  certain  rates 
should     continue  in  force  and  effect"  until  thereafter  changed 
pursuant  to  authority  of  law,"  does  not  intend  to  refer  to  a  law 
thereafter  enacted,  for  it   provided   for  a  change   "by  state  or 
f  de.ral  authority"  and  did  not  abrogate  the  charter  provisions 
of  the  New  York  Central  Railroad  Company  fixing  rates  and  that 
company  could  not  accept  its  charter  in  part  and  reject  it  in 
P3,rt,  —  luiQ. 

The  acceptance  of  a  charter  by  a  railroad  corporation  con- 
stituted a  contract  with  the  state,  and  any  action  which  relieves 
the  company  of  the  burdens  imposed  violates  the  contract  with 
the  state,  and  is  void  as  against  public  policy.—  Ibid 

Federal  transportation  act  1920,  208a,  providing  for  certain 
rates  during  reorganization  after  return  of  roads  from  govern- 
ment to  owners,  does  not  purport  to  sever  the  relation  between 
the  charter  privileges  and  the  condition  upon  which  those  rights 
were  granted,  but  simply  suspended  the  operation  of  the  existing 

t££*SL  Ti"  Sept,emJber  L  192°-  when  the  rates  established  by 
operation  of  law  and  charter  became  operative  subject  to  change 
by  the  state  Public  Service  Commission.—  Ibid. 

A  "franchise"  is  a  grant  from  the  sovereign  power  —Ibid 

power  fn*  the*  s^e.-Tb^1  C°ndUCt  prescribed  by  the  '^making 
Liability  of  Telegraph  Company  Claims  Accruing  During  Govern. 

ment  Control: 

(Court  of  Civil  Appeals  of  Texas.)     Resolution  of  Congress 
of  whTh    hnS'°f  ^e  President,  and  orders  thereunder,  are  facts' 
f  which  the  courts,  both  state  and  federal,  take  judicial  knowl- 

gt'~i™      ern  n   TeleSraPh   Co.   vs.   Robinson,   225   S.   W. 

Kept.   877. 

A  telegraph  company  receiving  back  its  properties  from  the 
government  under  Order  No.  3380  of  July  30,  1919   of  the  Post- 
master-General, did  not  thereby  assume  or  make  its  own  or  be- 
iable  for  or  upon  any  contract,  obligation,  claim,  or  cause 
>f  action  which  accrued  during  the  government  control   nor  did 
5  act  of  receiving  back  its  properties  render  the  com- 
le  for  negligence  of  an  employe  during  government  con- 
1  and  use,  or  for  any  character  of  obligation,  whether  growing 
use.-lbid       Ct  °r  t0rt>  th°Ugh  comPensa«°n  WM  made  for  Tuch 
It  is  the  duty  of  appellate  court  to  render  such  judgment  on 

facts  as  lhe  trlal  J^  «*«>W  have  rendered, 
appears  that  the  case  was  fully  developed;  and! 


MARINE  AGREEMENT  INVESTIGATION 

The  Traffic  World   Washington  Bureau 

J.  P.  Kirlin,  counsel  for  the  International  Mercantile  Marine, 
contended  before,  the  Shipping  Board  the  afternoon  of  January 
27  that  the  agreements'  between  that  company  and  the  British 
government  were'  not '.'•  "inimical"  to  the  advancement  of  the 
American  merchant  marine.  Me  said  the  evidence  before  the 
board  was  conclusive  that  the  company  was  100  per  cent  Amer- 
ican. 

Reviewing  the  conditions  surrounding  the  execution  of  the 
agreements,  he  said  they  were  entered  into  because  of  an  ap- 
prehension on  the  part  of  the  British  when  the  British  ships 
were  bought  by  the  American  company  that  the  ships  would  be 
taken  out  of  the  routes  in  which  they  had  been  used  for  years 
and  that  they  might  be  taken  from  under  the  British  flag.  Steps 
were  being  taken  at  that  time  by  the  British  government  to  aid 
other  British  shipping  interests  to  offset  what  was  then  believed 
might  result  in  a  disadvantage  to  the  British  merchant  marine. 
He  said  the  American  company  had  had  no  intention  of  taking 
the  ships  out  of  their  established  routes  and  that  to  assure  the 
British  of  this  and  also  to  get  the  same  benefits  from  the  British 
government  as  were  enjoyed  by  British  shipping,  the  agreements 
were  entered  into. 

He  asserted  that  there  was  nothing  in  the  agreements  which 
specifically  provided  that  the  American  company  was  to  favor 
British  trade  and  that  there  was  no  restriction  preventing  .the . 
company  from  competing  to  the  fullest  extent  with  British  owned 
and  operated  vessels.  He  said  there  had  been  the  keenest 
rivalry  between  the  I.  M.  M.  and  the  Cunard  Line,  for  instance. 

Commissioner  Teal  said  it  appeared  to  him  that  the  main 
question  at  issue  was  whether  the  declared  policy  of  the  mer- 
chant marine  act  for  an  American  merchant  marine  to  be  used 
in  time  of  war  as  an  auxiliary  to  the  Navy  could  be  carried  out 
by  American  companies  also  owning  and  operating  foreign  ships. 
Mr.  Kirlin  believed  that  the  government  could  carry  out  the 
terms  of  the  law  by  getting  behind  such  a  company  as  the 
I.  M.  M.  and  aiding  it  in  developing  the  "American  side  of  the 
business."  As  a  matter  of  fact,  he  said,  the  company  had  not 
operated  its  vessels  against  the  interest  of  American  trade  or 
of  the  American  merchant  marine. 

Admiral  Benson,  chairman  of  the  U.  S.  Shipping  Board,  says 
the  board  still  has  under  consideration  the  agreements  between 
the  International  Mercantile  Marine  and  the  British  government. 
He  said  the  board  had  not  yet  passed  on  the  contracts  between 
the  United  States  Mail  Steamship  Company  and  the  North  Ger- 
man Lloyd  nor  the  agreement  between  the  W.  A.  Harriman  com- 
pany and  the  Hamburg-American  line.  Changes  in  both  of  the* 
latter  agreements  were  under  consideration  by  the  parties 
thereto,  he  said.  Reports  that  the  North  German  Lloyd  contract 
contained  a  provision  for  the  pooling  of  passage  and  freight  reve- 
nues was  not  discussed  by  the  chairman  because  he  said  he  had 
not  gone  over  the  terms  of  the  contract. 


OPERATING  STATISTICS 

The  Traffic  World   Washington  Bureau 

In  the  eleven  months  ending  with  November,  1920,  the  Class 
I  railroads  produced  411,560,000,000  net  ton-miles  as  compared 
with  360,343,000,000  net  ton-miles  in  the  same  period  of  1919, 
an  increase  of  14.2  per  cent,  according  to  the  final  summary  of 
operating  statistics  for  November  and  the  eleven  months  issued 
by  the  bureau  of  statistics  of  the  Interstate  Commerce  Commis-. 
sion.  The  net  ton-miles  per  freight-train  mile  increased  from  724 
in  1919  to  733  in  1920. 

The  average  number  of  serviceable  cars  on  line  daily  in  the 
eleven-month  period  in  1920  was  2,302,524  as  compared  with- 
2,284,064  in  1919;  the  percentage  of  total  cars  on  line  in  1920  was 
93.1  as  compared  with  92.8  in  1919.  The  car-miles  per  day  was; 
25  as  against  23.1  in  1919,  and  the  net  ton-miles  per  loaded  car- 
mile  was  29.2  in  1920  as  against  28.1  in  1919. 

The  average  cost  of  coal  per  net  ton  was  $4.10  as 'against 
$3.26  in  1919.  The  average  cost  of  operation  per  freight  train- 
mile,  from  selected  accounts,  was  $2.019  as  against  $1.628  in  1919: 
The  average  cost  per  passenger  train-mile  was  $1.084  as  against' 
$.894  in  1919. 

In  November  the  railroads  produced  37,194,000,000  net  ton- 
miles  as  compared  with  32,497,000,000  in  1919.  The  net  ton-miles 
per  freight-train  mile  amounted  to  710  as  against  681  in  1919. 
The  percentage  of  total  cars  on  line  was  92.6  as  against  ^3.7  in 
19.  The  car-miles  per  car  day  was  26.8  as  against  23.4  in 
1919;  the  net  ton-miles  per  loaded  car  mile  was  30.6  as  against 
26.3  in  1919.  The  average  cost  of  coal  per  net  ton  was  $4.82  as 
against  $3.48  in  1919.  The  average  cost  of  operation  per  freight- 
train  mile  was  $2.266  as  against  $1.707  in  1919.  The  cost  jier 
passenger-train'  mile  was  $1.204  as  against  $.960  in  1919. 


THE    TRAFFIC    AVORLD 


299 


NEW  EXPRESS  CAR  TRY-OUT 

The  first  portable  compartment  merchandise  car  arHved  in 
Chicago  from  New  York  early  Friday  morning,  January  21.  It 
was  attached  to  New  York  Central  train  No.  36,  which  left  New 
York  on  Wednesday,  January  26,  and  the  nine  containers  which 
it  Ixin1  were  all  loaded  nearly  to  capacity  with  merchandise  for 
.!  1  Chicago  business  houses. 

The  car  itself,  a  picture  of  which  is  shown,  excited  consider- 
able comment  among  express  users  in  Chicago,  Its  heavy  steel 
cMintalners  each  making  a  good  load  for  one  of  the  American 
Kxpn'ss  Company's  five-ton  trucks.  The  containers  were  lifted 
from  tho  shallow  steel-sided  gondola-like  car  with  the  aid  of  a 
traveling  crane  at  the  Michigan  Central  yards  at  daybreak  Fri- 
day. They  were  delivered  direct  to  the  consignee  shortly  after 
tin-  opening  of  the  day's  business.  The  picture  shows  plainly 
linw  the  compartments  are  double  locked  and  sealed  and  hnw 


Some  doubt  has  been  expressed,  however,  as  to  whether  the 
firms  to  which  the  original  shipments  were  made  would  have  a 
sufficient  volume  of  business  to  take  care  of  one  of  these  con- 
tainers each  day.  The  difficulty  in  the  way  of  arranging  a 
schedule  which  might  allow  the  receipt  of  two  or  three  a  week 
is  that  it  would  require  the  shippers  to  hold  packages  for  sev- 
eral days. 

One  of  the  consignees  expressed  the  thought  that,  since  the 
ease  In  handling  and  shipping  of  goods  In  these  containers  and 
the  lessening  of  liability  to  theft  and  damage  were  gains  solely 
on  the  part  of  the  railroad  and  the  express  company,  goods 
shipped  in  this  manner  should  be  subject  to  a  tariff  considerably 
lower  than  other  express  matter.  This  consignee  said  that,  in 
order  to  fill  the  container  at  his  New  York  office,  it  was  necessary 
to  do  his  own  picking  up,  a  service  that  is  always  performed  by 
the  express  company. 

On  the  whole,  however,  the  opinion  is  that  the  experiment 


the  18-inch  sides  of  the  car  prevent  their  being  opened  even  if 
I  he  locks  and  seals  are  broken. 

Mr.  Hamilton,  general  agent  of  the  American  Railway  Ex- 
Itress  Company  at  Chicago,  was  in  charge  of  the  unloading.  "It 
would  be  impossible,"  he  said,  "fairly  to  judge  the  merits  of  this 
.car  by  the  results  of  one  trip.  If  it  were  it  could  be  called  an 
unqualified  success.  We  are  not,  however,  through  experiment- 
ing, and  before  the  amount  of  money  necessary  to  construct  a 
number  of  these  cars  is  appropriated,  we  intend  to  make  several 
more  trial  trips." 

Receiving  clerks  and  traffic  managers  at  the  Chicago  houses 
where  compartments  were  received,  praised  the  new  car. 
Although  little  goods  of  a  fragile  nature  were  included  in  the 
shipments,  the  fact  that  small  packages  in  containers  which  were 
not  fully  loaded  were  not  even  shaken  out  of  place,  led  them 
to  believe  that  concealed  damage  would  be  practically  eliminated. 
It  is  the  opinion  also  that  the  new  arrangement  makes  for  a  sav- 
ing in  labor- because  it  eliminates  the  necessity  of  weighing  on 
receipt  and  because  delivery  in  compact  'containers  makes  sort- 
ine  and  oliprkine  simpler. 


was  a  success.  The  car,  loaded  with  Chicago  goods,  was  re- 
turned to  New  York  and  is  expected  to  make  another  trip  to 
Chicago  next  week. 


BROTHERHOODS  BREAK  WITH  PAYNE 

The  Traffic  World   Washington  Bureau 

There  has  been  a  break  between  John  Barton  Payne  and  B. 
M.  Jewell,  president  of  the  railway  employes'  department  of  the 
American  Federation  of  Labor;  J.  W.  Kline,  general  president  of 
the  International  Brotherhood  of  Blacksmiths  and  Helpers;  J.  J. 
Hynes,  president  of  the  Amalgamated  Sheet  Metal  Workers'  In- 
ternational Association;  Martin  F.  Ryan,  president  of  the 
Brotherhood  Railway  Carmen  of  America;  James  P.  Noonan, 
president  of  the  International  Brotherhood  of  Electrical  Workers; 
W.  H.  Johnston,  president  of  the  International  Association  of 
Machinists,  and  J.  A.  Franklin,  president  of  the  Brotherhood  of 
Boilermakers. 

It  is  BO  complete  that  the  brotherhood  presidents  have  •with- 
drawn from  consideration  hv  the  Railroad  Administration  all 
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claims  by  railroad  employes  arising  in  the  period  of  federal  con- 
trol. This  is  because  Payne  appointed  J.  G.  Code  as  staff  officer 
and  Messrs.  Turnbull  and  O'Neill  as  assistants  to  pass  on  and 
decide  all  claims  of  employes  now  in  the  hands  of  the  Railroad 
Administration  which  were  submitted  by  the  seven  organiza- 
tions for  decision  by  Boards  of  Adjustment  Nos.  2  and  3  in 
compliance  with  general  order  No.  29  and  General  Order  No.  53. 
Payne  has  sent  copies  of  the  correspondence  showing  the  break 
to  the  executives  of  railroads  formerly  under  federal  control. 

They  withdrew  the  claims  because,  they  said,  the  appoint- 
ment of  Code,  Turnbull  and  O'Neill  was  not  in  accord  with  "our 
request  made  to  you  in  President  Jewell's  letter  dated  December 
23,  1920,  written  by  and  with  our  approval  and  you  have,  by 
the  above  appointments,  denied  these  labor  organizations  any 
representation  in  the  settlement  of  the  claims  resulting  from  a 
dispute  between  the  railroad  management  and  their  employes. 
You  have  given  over  to  men  who  we  believe  we  can  properly  say 
are  unqualified  because  of  their  past  and  anticipated  future 
affiliations  as  representatives  of  the  railroad  managements." 

The  seven  presidents  further  went  on  to  say  they  regarded 
the  appointments  as  poor  recognition  of  the  loyal  and  hearty 
co-operation  of  the  railroad  employes  during  the  period  of  the 
war.  They  withdrew  the  claims  so  that  there  are,  they  con- 
tend, no  claims  properly  before  the  Railroad  Administration 
which  require  or  permit  any  further  handling  "by  you,  as  direc- 
tor-general or  your  representatives." 

Answering  that  telegram,  Payne  said: 

"After  I  wrote  you  re  the  organization  to  handle  the  unfinished 
matters  pending  before  Boards  2  and  3,  I  received  your  telegram. 

"You  do  not  make  it  clear  whether  you  have  any  objection 
to  Messrs  Code,  Turnbull  and  O'Neill,  beyond  the  fact  that  they 
may — when  they  leave  the  service  of  the  Railroad  Administra- 
tion— seek  employment  from  railroads.  This  is  entirely  imma- 
terial as  I  see  it,  because  the  railroads  have  no  earthly  interest 
in  the  claims  of  the  employes  now  pending.  The  decision  is 
expressly  limited  to  the  period  of  federal  control.  If  these  men 
are  honest,  liberal-minded,  just  men,  I  see  no  reason  for  any 
change.  If  they  are  not,  I  will  be  very  glad  to  have  you  give  me, 
in  confidence,  any  facts  which  you  may  think  pertinent." 

STEAMSHIP  SAILINGS 

The  Traffic  World  Washington  Bureau 

American  steamship  lines  have  been  called  on  by  the  Interstate 
Commerce  Commission  to  comply  with  section  25  of  the  act  re- 
quiring them  to  file  schedules  showing,  for  each  of  their  vessels 
intended  to  load  general  cargo  at  ports  of  the  United  States,  (a) 
the  ports  of  loading,  (b)  the  dates  on  which  such  vessels  will 
begin  to  receive  freight  and  dates  of  sailing,  (c)  the  route 
and  itinerary  of  each  vessel  and  the  ports  of  call  for  which 
cargo  will  be  received.  The  law  requires  them  to  report  changes 
in  schedules  as  and  when  made. 

The  law  requires  the  Commission  to  distribute  that  informa- 
tion among  the  railroads  so  as  to  make  it  available  for  shippers. 
The  Commission  has  never  devised  a  scheme  for  distributing 
the  information  and  the  only  publicity  the  schedules  have  re- 
ceived has  been  by  means  of  publication  in  the  Daily  Traffic 
World  and  the  Traffic  Bulletin. 

For  a  while  after  the  law  became  operative  the  steamship 
lines  reported,  as  required,  but  about  three  months  ago  they 
quit  almost  entirely.  The  fact  that  they  were  not  sending  in  the 
information  was  brought  to  the  attention  of  the  Commission. 
The  result  was  a  telegraphic  order  requiring  each  American 
steamship  line  engaged  in  foreign  commerce  to  comply  with 
the  law. 

Those  having  charge  of  the  steamship  filings  suspected  that 
the  carriers  by  water,  noting  the  fact  that  the  Commission  had 
made  no  plans  for  distributing  the  information,  figured  that  they 
would  not  be  asked  to  continue  forwarding  it.  If  that  was  their 
idea,  the  order  of  the  Commission  Is  notice  that  they  made  a 
wrong  guess.  The  Commission  may  devise  some  plan  of  pub- 
licity of  its  own,  but  even  if  it  does  not,  the  steamship  lines 
will  be  expected  to  continue  furnishing  the  schedules.  Failure 
of  the  Commission  to  find  a  way  for  carrying  out  its  part  of  the 
law  will  not  be  an  excuse  for  them  disregarding  the  duty  imposed 
on  them. 


COMMISSION   AWARDS   REPORTING  CONTRACT 

The  contract  for  reporting  the  hearings  before  commission- 
ers and  examiners  of  the  Commission,  outside  of  Washington, 
has  been  awarded  to  the  State  Law  Reporting  Company  New 
York.  The  work  requires  the  taking  of  testimony  at  about'  three 
thousand  meetings  a  year,  and  the  writing  of  approximately  a 
thousand  pages  a  day.  This  contract  is  the  largest  and  most 
important  of  its  kind  in  the  United  States.  In  order  properly  to 
handle  this  work,  the  company  is  required  to  maintain  a  number 
branch  offices  throughout  the  country,  from  which  reporters 

sent  out  to  attend  hearings.  It  is  not  unusual  for  as  many  as 
ten  or  fifteen  hearings  to  be  held  on  the  same  day. 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Traffic  Service  Corporation,  Colorado  Building,  Washington,  D.  C. 


Reparation 

Ohio. — Question:  We  have  noted  that  in  different  decisions 
handed  down  by  the  Interstate  Commerce  Commission  in  the 
disposal  of  reparation  claims  where  there  was  no  damage,  no 
repartion  was  awarded,  and  an  award  does  not  necessarily  follow 
a  reduction  of  rate.  In  other  words,  where  a  rate  was  reduced 
and  no  damage  was  shown  in  the  use  of  a  higher  rate,  the  Com- 
mission did  not  award  reparation. 

It  is  not  quite  clear  to  us,  and  we  have  never  seen  in  print, 
the  Commission's  views  as  to  what  actually  constitutes  "dam- 
age." In  the  face  of  the  stand  taken  by  the  Commission  in 
several  instances,  kindly  explain  just  what  would  be  necessary 
to  prove  damage  where  a  reduction  has  been  made  in  a  rate, 
charge  or  privilege.  Are  we  to  understand  that  this  damage  or 
loss  is  to  be  a  monetary  one,  and  is  it  necessary  in  proving  such 
to  produce  invoices  showing  the  purchase  and  selling  price  of 
the  commodity  in  question? 

Answer:  In  the  case  of  the  Southern  Pacific  Co.  et  al.  vs. 
Darnell-Tanzer  Lumber  Co.  et  al.,  245  U.  S.  531,  the  Supreme 
Court  held  that  the  fact  that  one  who  paid  unreasonable  freight 
charges  has  shifted  the  burden  by  collecting  from  purchasers  of 
the  goods,  does  not  prevent  him  from  recovering  the  overpay- 
ments from  the  carrier,  under  an  order  of  reparation  made  by 
the  Interstate  Commerce  Commission;  that  he  is  the  proximate 
loser;  his  cause  of  action  accrues  immediately  without  waiting 
for  later  events;  the  purchaser,  lacking  privity,  cannot  recover 
the  illegal  profits  from  the  carrier;  and,  practically,  to  follow 
each  transaction  to  its  ultimate  result  would  be  endless  and 
futile.  Cases  like  the  Pa.  R.  R.  Co.  vs.  International  Coal  Mining 
Co.,  230  U.  S.  184,  involving  damages  for  discrimination,  are 
distinguished. 

In  accordance  with  this  decision  of  the  Supreme  Court  the 
Interstate  Commerce  Commission  has  invariably,  upon  proof  that 
the  complainant  has  paid  and  borne  the  charges,  awarded  rep- 
aration in  cases  in  which  it  has  found  the  rate  to  be  unreasonable 
(see  Seaboard  By-Product  Co.  vs.  E.  R.  R.  Co.,  53  I.  C.  C.  172), 
subject  to  the  qualification  that  where  the  rates  ordered  estab- 
lished are  published  because  of  a  comprehensive  and  systematic 
readjustment  of  rates  in  a  large  section  of  the  country,  it  is  not 
the  policy  of  the  Commission  to  award  reparation.  See  Dewey 
Portland  Cement  Co.  vs,.  A.  T.  &  S.  F.  Ry.  Co.,  56  I.  C.  C.  444, 
although  where  the  rates  affected  have  been  the  subject  of  a 
general  readjustment,  the  qualification  does  not  apply  where  the 
rates  charged  exceed  those  found  reasonable  by  such  substantial 
amounts  as  to  be  intrinsically  unreasonable  under  any  adjust- 
ment. See  Henry  King  &  Co.  vs.  N.  C.  &  St.  L.  Ry.,  52  I.  C.  C. 
481. 

Again,  the  Commission  has  held  that  where  the  unlawful  act 
was  the  charging  of  a  higher  rate  for  a  shorter  than  for  a  longer 
haul,  in  violation  of  the  provision  of  the  fourth  section  of  the 
act,  it  does  not  follow  that  the  higher  rate  is  unreasonable,  or 
more  than  should  justly  have  been  required  for  the  service  per- 
formed; that  the  higher  rate  may  have  been  reasonable  per  se 
and  the  lower  rate  too  low  and  that  in  such  a  case  the  violation 
should  be  eliminated  by  raising  the  lower  rate,  and,  therefore, 
the  complainant  who  paid  the  higher  rate  to  or  from  the  inter- 
mediate point  would  clearly  not  be  entitled  to  reparation  unless 
he  could  prove  that  the  charging  of  the  lower  rate  to  or  from 
the  more  distant  point  subjected  him  to  prejudice  and  consequent 
damage.  See  Iten  Biscuit  Co.  vs.  C.  B.  &  Q.  R.  Co.,  53  I.  C.  C. 
729. 

In  the  Sloss-Sheffleld  Steel  and  Iron  Co.  case,  51  I.  C.  C.  635, 
the  Commission  discusses  the  conditions  which  have  moved  them 
in  awarding  and  denying  reparation,  and  in  the  case  of  Geo.  A. 
Hormel  &  Co.  vs.  C.  G.  W.  R.  Co.,  65  I.  C.  C.  419,  in  which  case 
the  Commission  found  certain  rates  to  be  unduly  prejudicial  as 
compared  with  rates  on  like  traffic  from  and  to  other  points  and 
ordered  the  undue  prejudice  removed,  but  denied  reparation,  the 
statement  of  the  Commission  was  that  the  claim  for  reparation 
should  be  denied  for  the  reason  that  the  complainant  did  not 
meet  the  requirements  of  Pa.  R.  Co.  vs.  International  Coal  Min- 
ing Co.,  230  U.  S.  184,  and  Mitchell  Coal  Co.  vs.  P.  R.  Co.,  230 
U.  S.  247,  as  to  proof  of  damage.  In  the  International  Coal  case 
the  Supreme  Court  said:  "There  was  no  proof  of  injury— no 
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of  decrease  in  business,  loss  of  profits,  expense  incurred,  or 
<l;uiia:T  of  any  sort  suffered — the  plaintiff  claimed  that,  as  a 
in. it  in-  of  l:iw,  the  damages  should  be  assessed  to  It  on  the 

s  of  giving  to  it  the  same  rate  on  all  its  tonnage  as  had  been 
allowed  en  any  contract  coal  shipped  on  the  same  dates  whether 
such  tonnage  was  great  or  small.  Considering  the  number  of 
instance's  in  which  discrimination  has  been  practiced  by  carriers 
in  ancient  and  modern  times,  it  is  remarkable  how  little  is  to 
be  found  in  decisions  or  text-books  which  treat  of  the  elements 

measure  of  damages  in  such  cases.  In  the  absence  of  any 
si  -tiled  rule  on  the  subject  a  new  question  must  be  determined 
on  genera.'  principles. 

The  statute  gives  a  right  of  action  for  damages  to  the  injured 
party,  and  by  the  use  of  these  legal  terms  clearly  indicated  that 
the  damages  recoverable  were  those  known  to  the  law  and  in- 
tended-as  compen?ation  for  the  injury  sustained.  It  is  ele- 
mentary that  in  a  suit  at  law  both  the  fact  and  the  amount  of 
the  damage  must  be  proved.  And  although  the  plaintiff  insists 
that  in  all  cases  like  this  the  fact  and  amount  of  the  pecuniary 
loss  is  matter  of  law,  yet  this  contention  is  not  sustained  by  the 
language  of  the  act,  nor  is  it  well  founded  In  actual  experience, 
as  will  appear  by  considering  several  usual  and  every-day  in- 
stances suggested  by  testimony  in  this  record.  For  example: 

If  the  plaintiff  and  one  of  the  favored  companies  had  both 
shipped  coal  to  the  same  market  on  the  same  day,  the  rebate 
on  contract  coal  may  have  given  an  advantage  which  may  have 
prevented  the  plaintiff  from  selling,  may  have  directly  caused 
it  expense,  or  may  have  diminished  or  totally  destroyed  its 
profits.  The  plaintiff,  under  the  present  statute  in  any  such  case 
being  then  entitled  to  recover  the  full  damages  sustained; 

But  the  plaintiff  may  have  sold  at  the  usual  profit  all  or  a 
part  of  its  40.000  tons  at  the  regular  market  price,  the  purchaser, 
on  his  own  account,  paying  freight  to  the  point  of  delivery.  In 
that  event  not  the  shipper,  but  the  purchaser,  who  paid  the 
freight,  would  have  been  the  person  injured,  if  any  damage  re- 
sulted from  giving  rebates.  To  say  that  seller  and  buyer,  ship- 
per and  consignee,  could  both  recover,  would  mean  that  damages 
had  been  awarded  to  two  where  only  one  had  suffered; 

Or,  to  take  another  example,  a  favored  dealer  may  have 
shipped  10,000  tons  of  coal  to  the  open  New  York  market,  re- 
ceiving thereon  a  rebate  of  35  cents  a  ton.  or  $3.500.  The  plain- 
tiff at  the  same  time  may  have  shipped  20,000  tons  and  sold  the 
same  at  the  regular  market  price.  Under  the  rule  contended 
for  it  would  then  be  entitled  to  35  cents  a  ton  on  20,000  tons,  or 
$7,000,  as  damages.  Such  a  verdict,  instead  of  compensating  it 
for  losses  sustained,  would  have  given  to  the  plaintiff  a  profit  on 
the  carrier's  crime  in  paying  a  rebate  of  $3,500,  and  would  have 
made  it  an  advantage  to  it  instead  of  an  injury  to  the  carrier 
to  violate  the  law." 

Where  the  Commission  finds  a  rate  to  be  unreasonable,  rep- 
aration is  in  general  awarded  as  a  matter  of  course,  but  where 
the  Commission  finds  the  rates  to  be  discriminatory  or  unduly 
prejudicial,  it  is  somewhat  difficult  to  state  just  what  proof  must 
be  placed  before  the  Commission  in  order  to  secure  an  award 
of  reparaticn.  In  fact,  the  decisions  of  the  Commission  award- 
ing reparation  under  the  findings  of  undue  preference  or  preju- 
dice are  not  at  all  numerous  and  it  is  practically  impossible  to 
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FOR  EXPERT  TRAFFIC  MEN.  Many  concerns  now  pay  their  traffic 
managers  $5.000  to  $10,000  a  year.  Yet  the  traffic  man  who  geU  this 
big  pay  must  actually  know  traffic  work.  You  can  quickly  become  • 
real  traffic  expert — stop  losses — earn  big  money  for  yourself.  Countless 
good  ojwnings  for  trained  men. 

LEARN  AT  HOME— BOOK  FREE.  New  home  study  Actual  Prac- 
tice Method  will  quickly  make  you  a  Certified  Traffic  Manager.  Ton  can  very  soon 
qualify  for  a  splendid  traffic  position.  Write  quick  for  big.  new.  Illustrated  book 
4racr1b1nfr  thli  wonderful  training  In  detail.  Writ*  today.  Addrrai  AMERICAN 
ASSOCIATION,  Dept.  22.  4043  Drexel  Blvd..  Chicago.  HI. 


POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
ind  THE  TRAFFIC  WORLD  la  the  logical  medium  for  getting  th* 
•nen  and  the  position*  In  touch  with  each  other.  The  rate*  for 
Manslfled  advertlaementa  arg  as  follow*:  first  Insertion.  $1.60  p«i 
Ine:  minimum  charge.  $3.00:  succeeding  Insertions,  per  line,  50c:  M 
words  to  the  line;  numbers  and  abbreviations  counted  aa  word*: 
i  point  type:  payable  In  advance.  Answers  to  keyed  advertisement* 
forwarded  free  and  all  correspondence  held  In  strict  confidence.  Tb« 
TRAFFIC  WORLD.  418  South  Market  Street.  Chicago.  111. 

POSITION  WANTED — VViinted  a  position  as  traffic  manager  for 
an  Industrial  concern.  Have  had  fourteen  years'  experience  as  station 
agent  and  am  34  years  of  !IK<>.  Address  I.  N.  O.  325.  Traffic  World, 
Chicago. 

POSITION  WANTED— As  Traffic  MannRcr  or  Assistant.  Years  of 
railroad  and  Industrial  experience,  with  complete  knowledge  of  claims, 
retes,  demurrage,  tariffs  and  general  .traffic  work.  Address  F.  H.  L»., 
T'-afr  World,  rhlrngo. 

POSITION  WANTED — Trartic  executive  holding  Important  rail- 
way position  qualified  as  examiner  Interstate  Commerce  Commission 
seeks  wider  field.  Address  R.  E.  E.  301.  care  Traffic  World,  Chl- 
cngo.  III. 

POSITION  WANTED — Auditor  and  Traffic  Manager  short  line, 
with  twelve  years'  experience,  thorough  in  all  departments,  desires 
similar  position,  effective  about  April  1st.  Best  of  records  and  refer- 
ences. Reason  for  changing  road,  being  sold  to  trunk  line.  Address 
Y.  O.  N.  3?5.  Trpffic  Woild.  Chic»KO. 

FOR  SALE — 25  Baxter  charcoal  car  heaters,  in  serviceable  condi- 
tion. J^hn  Gund  Brewing  Company.  La  Crosse.  Wis. 

FOR  SALE — Twelve  Tens-wall  Tariff  Binders,  in  first  class  condi- 
tion. Address  H.  S..  Traffic  World,  Chicago. 

FOR  SALE — Several  cars  first  class  6x8 — 8  ft.  No.  1  Oak  Ties  for 
immediate  shipment.  Also  some  7x9  and  6x8  oak  switch  ties.  L.  E. 
Pearson.  Edwardsburg.  Mich. 
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HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT    IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whitefield  Sammi. 


Phone  Main  2210 


417  SOUTHERN  BUILDING 


TRAFFIC    MANAGERS 

The    I.   C.   C.   Special    Permission   No.  50340,   August  5,   1920,   Gives    the  Transportation 
Companies  Eighteen  Months  (16^%  to  be  Issued  Every  3  Months)  to   Publish  Their  Tariffs. 

We  are  publishers  of  the  following  Standard  Loose  Leaf  All-Rail  Freight  Rate  Guides 

United  States  Edition 

EASTERN  EDITION  from  CANADA  EDITION  from 

New  York,  Philadelphia,  Boston  and  New  England  Montreal,  Toronto,  Hamilton  and  London 

OETZLER'S   GUIDE,   ING.,   RocHostor,   N.  Y. 

Traffic  and  Railroad  Men  wanted  to  tell  these  Edition*  in  all  cities,  on  spare  time.     Liberal  commission  paid. 
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lay  down  rules  as  to  the  required  proof  which  will  insure  the 
securing  of  an  order  for  reparation  Jn  such  cases. 

However,  it  may  be  stated  that,  unless  you  can  prove  that 
you  have  actually  lost  a  contract  or  the  opportunity  to  sell  your 
products  by  reason  of  the  difference  in  rates,  the  loss  of  sales 
being  measured  by  the  exact  difference  in  the  rates,  no  recovery 
can  be  had.  The  fact  that  our  competitors  may  have  enjoyed 
larger  profits  does  not  establish  damage  to  you  as  a  consequence 
of  undue  prejudice.  See  Home  Packing  &  Ice  Co.  vs.  Director- 
General,  57  I.  C.  C.  691;  Sioux  City  Concrete  Pipe  Co.  vs.  C.  M. 
&  St.  P.,  57  I.  C.  C.  303;  Grand  Rapids  Plaster  Co.  vs.  Director- 
General,  57  I.  C.  C.  264;  Franklin  C.  Cornell  vs.  L.  V.,  57  I.  C.  C. 
157;  El  Paso  Sash  &  Door  Co.  vs.  Director-General  et  al.,  58 
I.  C.  C.  659;  Avella  Coal  Co,  vs.  P.  &  W.  V.  Ry.  Co.,  58  I.  C.  C. 
313;  and  Michael  S.  Goss  et  al.  vs.  Director-General  et  al.,  58 
I  C.  C.  169. 

Delay— Liability  of  Carrier 

Louisiana. — Question:  A  car  of  apples  was  shipped  from 
Winchester,  Va.,  to  New  Orleans,  on  December  11,  consigned  to 
shipper's  order,  notify,  but  did  not  reach  destination  until  De- 
cember 24,  on  which  date  consignee  was  notified,  but  as  the 
25th  and  26th  were  holidays,  consignee  was  not  able  to  make  an 
inspection  of  the  apples  until  the  27th,  on  which  date  they  wore 
rejected,  account  being  badly  scorched. 

Owing  to  the  refusal  of  consignee  to  handles  the  apples,  the 
shipper  ordered  that  they  be  disposed  of  to  the  best  advantage 
and  delivery  was  made  to  an  outsider  on  tne  28th.  Inspection 
by  a  government  inspector  shows  the  apples  badly  damaged. 
Do  you  not  think  that  the  shipper  has  a  legitimate  claim?  If 
you  can  cite  a  similar  case,  please  do  so,  and  also  advise  the 
.best  method  of  handling  claim. 

Answer:  Carriers  are  not  liable  for  ordinary  wear  and  tear 
of  goods  in  the  course  of  transportation  or  for  deterioration  in 
.quantity  or  quality  in  the  course  of  the  trip,  or  for  inherent 
infirmity  and  tendency  to  damage.  The  owner  of  goods  sent  by 
a  carrier  is  not  insured  by  the  carrier  against  their  natural  de- 
cay. However,  a  carrier  of  perishable  goods  is  liable  for  dam- 
ages for  its  failure  to  exercise  due  care  in  view  of  the  nature 
of  the  goods,  and  must  show  that  the  loss  was  caused  by  the 
inherent  qualities  of  the  goods  unmixed  with  negligence  on  its 
part.  It  has  been  held  that  unreasonable  delay  in  forwarding 
perishable  freight  would  be  negligence  on  the  part  of  the  carrier 
because  prolonging  the  time  within  which,  by  the  operation  of 
natural  loss,  decay  would  be  produced  and  such  negligence  would 
therefore  contribute  to  causing  the  injury.  Forrester  vs  Georgia 
R.  R.  Co.  (Ga.),  19  S.  E.  811. 

Demurrage— Cars  Consigned  One  Party  Care  of  Another 
New  York. — Question:  Referring  to  your  answer  to  our  in- 
quiry under  "New  York"  in  the  January  22  issue  of  The  Traffic 
World,  we  attach  hereto  an  exact  copy  of  bill  of  lading  covering 
two  of  the  cars  in  question.  After  investigating  further  with  the 
shipper  we  were  informed  in  consigning  this  material  to  our- 
selves, in  the  manner  shown  on  the  bill  of  lading,  it  was  not 
their  intention  to  make  delivery  in  care  of  "B"  company,  but 
the  words  "in  care  of  the  'B'  company"  were  noted  on  the  bill 
of  lading  directly  under  the  mail  address.  In  some  cases  the 
"care  of"  was  shown  directly  alongside  the  consignee's  name, 
while  in  other  cases  it  appeared  directly  under  the  mail  address 
as  shown  on  the  attached  bill  of  lading. 

Is  it  your  opinion  that  we  can  claim  that  these  cars  were 
consigned  to  "A"  company,  Barberton,  O.,  and  the  mail  address 
was  care  of  the  "B"  company?  In  this  case  the  trunk  lines 
should  have  notified  us  on  arrival  of  the  cars  in  their  yards 
before  delivering  them  to  the  belt  line. 

Answer:  In  the  event  no  instructions  for  delivery  were 
given  by  the  "A"  company  or  the  "B"  company  as  agent  for  the 
A  company  to  cover  the  delivery  of  all  cars,  or  any  particular 
car,  consigned  to  the  "A"  company  and  that  on  the  bills  of  lading 
the  words  "c[o  the  'B'  company"  were  shown  under  the  paren- 
thetical inclosure,  viz.:  (Mail  address  of  consignee— not  for  pur- 
poses of  delivery),  then  in  that  event  the  "A"  company  is  not 
liable  for  demurrage,  because  of  its  not  having  received  proper 
notice  of  arrival  from  the  carrier  for  the  cars  in  question. 

Damage — Deduction  for  Tolerance  and  Shrinkage  in  Coal 

California. — Question:     We   receive   a   considerable   number 

t  cars  of  blacksmith  coal  and  coke  from  points  in  West  Virginia 

and  Pennsylvania  which  are  consigned  to  us  at  Bakersfield   Cal 

This  commodity  is  purchased  by  us  f.  o.  b.  Bakersfield,  we  paying 

ight  and  deducting  the  amount  from  the  invoice.    Invoice  and 

freight  bills  are  rendered  on  the  basis  of  mine  weights     We 

have  all  cars  track  scaled  at  Bakersfield  and  they  show  a  varia- 

in  weight  of  from  500  to  3,000  pounds.     Loss  from  some 

due  to  damage  to  cars  en  route,  coal  being  transferred 

to^an         •  car.    Loss  from  other  cars  we  are  unable  to  account 

We  have  filed  claims  versus  the  carrier  for  the  loss  from 

shipments.    Carriers  request  that  we  make  them  an  allow- 

Pacfflr  JL    \  C~nt-J°r  shrinkage,  quoting  as  their  authority 

Freight   Tariff  Bureau   Circular   10-C,   issued   by  F    W 

.omph.     This  tariff  provides  for  an  allowance  of  1  ppr  cent  with 


a  minimum  of  1,000  pounds,  for  variation  of  scale  and  tolerance 
and  has  nothing  whatever  to  do  with  shrinkage  of  a  commodity 
in  transit.  Tariff  under  which  the  commodity  moves  provides 
that  mine  weight  shall  govern  in  assessing  freight  charges,  but 
does  not  make  any  provisions  for  shrinkage.  It  is  admitted  that 
under  certain  conditions  this  commodity  will  shrink,  but  we 
doubt  very  much  that  this  shrinkage  will  amount  to  2  per  cent 
of  the  net  weight. 

In  one  instance  carriers  have  corrected  freight  charges  to 
the  basis  of  destination  scale  weight  and  have  requested  that 
we  amend  our  claim  to  invoice  value  at  the  mine,  allowing  2 
per  cent  for  shrinkage.  Shortage  from  this  car  amounted  to 
1,700  pounds;  after  making  deduction  of  2  per  cent  for  shrinkage 
there  would  be  something  like  340  pounds  on  which  to  file  claim. 
Kindly  advise  if,  in  your  opinion,  carriers  are  justified  in  re- 
questing an  allowance  of  2  per  cent  for  shrinkage  and  if  there 
is  any  recent  Supreme  Court  or  Interstate  Commerce  Commission 
ruling  regarding  this  feature. 

Answer:  There  being  no  joint  through  rates  on  coal  and 
coke  from  points  in  West  Virginia  and  Pennsylvania  to  Bakers- 
field,  Cal.,  through  rates  are  based  on  the  lowest  combination, 
namely,  on  the  Mississippi  River  combination,  although  F.  W. 
Gomph's  circular  No.  10-C,  I.  C.  C.  353,  provides  that  tolerance 
on  coal  and  coke  does  not  include  difference  in  weight  due  to 
evaporation,  which  shall  be  determined  and  published  in  initial 
carrier's  tariff,  inasmuch  as  the  tariffs  of  the  initial  lines,  for 
instance,  Pa.  R.  R.  Tariff  AA-I.  C.  C.  687,  effective  June  21,  1915, 
and  reissues  thereof,  also  N.  &  W.  Tariff  I.  C.  C.  5445,  effective 
May  1,  1915,  and  now  in  effect,  as  well  as  the  tariffs  of  the  lines 
operating  west  of  the  Mississippi  River,  for  instance,  St.  L.-  S.  F. 
Tariff  386-J,  I.  C.  C.  7553,  provide  for  an  additional  tolerance 
due  to  moisture,  of  one-half  per  cent  on  anthracite  coal  and  1  per 
cent  on  coke,  in  presenting  claims  for  loss  in  weight  the  tolerance 
for  shrinkage  due  to  evaporation,  in  addition  to  the  tolerance 
resulting  from  variation  in  scale  weights,  should  be  taken  into 
account  in  arriving  at  the  amount  of  damage  for  which  the  car- 
rier is  liable. 

Routing— Carrier's    Duty  to    Forward    Via   Cheapest    Reasonable 

Route 

Pennsylvania. — Question:     A  car  shipped  from  Cotton  Grove,    I 
N.  C.,  August  22,  1917,  loaded  with  lumber,  consigned  to  North    i 
Philadelphia,    Pa.,    without   specifying    any    routing.     Advise    if, 
under  such  a  consignment,  the  carrier  is  obligated  to  forward    i 
car  over  the  cheapest  route. 

Answer:  The  carriers  have  two  sets  of  rates  on  lumber  ' 
from  North  Carolina  points  to  many  eastern  points.  The  lower  ' 
of  these  rates  are  termed  water  competitive  rates  because  they  j 
were  published  to  meet  water  competition.  These  rates  gener-  i 
ally  apply  via  Pinner's  Point,  Va.,  and  the  N.  Y.  P.  &  N.  and  | 
connections  or  via  Potomac  Yards,  Va.,  and  the  B.  &  O.  and 
connections. 

If  a  shipment  of  lumber  is  tendered  to  the  carrier  without  i 
routing  instructions,  it  is  the  duty  of  the  carrier  to  forward  the  i 
shipment  via  the  cheapest  available  route.  Interstate  Commerce 
Commission  Ruling  214-C.  See  National  Wholesale  Lumber  Deal-  ! 
ers'  Association  et  al.  vs.  Solthern  Railway,  48  I.  C.  C.  679,  and  I 
American  Woods  Corporation  vs.  Southern  Ry.,  40  I.  C.  C.  63. 

Routing  Under  General  Order  1  of  the  Railroad  Administration 
and  Service  Order  1   of  Interstate  Commerce  Commission 

Pennsylvania. — Question:  On  a  car  of  lumber  originating 
with  the  "A"  railroad,  consigned  to  ourselves,  Durham,  N.  C., 
we  naturally  concluded  that  inasmuch  as  the  "A"  railroad  en- 
tered Durham,  they  would  make  delivery  of  the  car  and  sent  i 
orders  to  their  agent  destination,  furnising  disposition  to  be  made 
of  the  lumber. 

However,  it  has  since  developed  that,  owing  to  congestion  i 
on  the  "A"  railroad,  car  was  turned  over  to  "B"  railroad  for  I 
delivery,  hence  our  instructions  on  file  with  the  "A"  railroad  I 
were  of  no  avail  and  in  consequence  of  which  demurrage  charges  j 
accrued  amounting  to  $13.39  and  paid  by  our  customer.  Bill  ' 
of  lading  specified  no  routing,  and  if  we  are  entitled  to  a  refund  I 
of  these  charges,  kindly  refer  us  to  authority  on  which  to  base 
our  claim. 

Answer:  It  is  a  well  settled  rule  that  in  the  absence  of 
routing  instructions  the  carrier  must  route  shipment  via  the 
cheapest  available  route.  However,  where  two  routes  are  avail- 
able, the  rate  being  the  same  via  either  route,  no  damage  can  I 
result  if  the  carrier  in  its  discretion  uses  either  route.  E  C 
Bradley  Lumber  Co.  vs.  N.  O.  G.  N.  R.  R.,  38  I.  C.  C.  579. 

If  the  shipment  moved  during  the  period  that  General  Order 
No.  1  of  the  Railroad  Administration  was  effective,  the  carrier  ' 
had  the  right  to  route  shipments  so  long  as  it  protected  the  I 
lowest  rates.  Under  this  order  the  shipper  would  be  required  i 
to  place  reconsigning  instructions  with  the  agents  of  "A"  and  j 
"B."  The  carriers  have  substantially  the  same  rights  under  | 
Service  Order  No.  1  of  the  Interstate  Commerce  Commission  i 
issued  May  20,  1920,  vacated  December  31,  1920,  although  under  i 
this  order,  if  shipments  are  routed  by  shippers,  the  carrier  must 
mail  notice  of  the  change  in  routing  to  the  consignee  within 
24  hours  after  the  change 
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',  virf.prinu.j«»>e 


STANI.EY  WOOD,  S*er«Ury-Tf*uor*r 


THE    ROBERTS-PETTIJOHN-WOOD    CORPORATION 


ACCOUNTING    SERVICE 

returns  under  the  Transportation  Act.  1920,  and  the  statement  of  claims  against  the 
United  States  covering  the  period  of  Federal  Control  require  careful  preparation  if  the 
carrier  is  to  be  properly  reimbursed.  We  have  available  a  corps  of  specialized  railroad  accountants,  experienced  in  the 
preparation  of  such  claims.  MIIU  Building.  Washington.  D.  C.  Twenty  East  Jack»on.  Chicago 


PIIARANTY 


TRANS-CONTINENTAL  FREIGHT  Co. 

Export  and  Domestic  Freight  Forwarders 

Cpnsolidators  of  Freight  and  Co-operators  with  Shippers.    A  Service  Which  Saves 

Time,   Trouble   and   Money.     Don't  hesitate — Investigate — Write  for  particulars. 

General  Offices:    Chicago.  203  Dearborn  St.  Eastern  Offices:    New  York,  Woolworth  Bldg. 


Boston,  Old  South  Bldg. 
Buffalo,  Ellicott  Square 


Philadelphia.  Dreiel  Bldg. 
Cincinnati.  Union  Trust  Bldg. 


Cleveland,  Hippodrome  Bldg. 
Los  Angeles,  Van  Nuys  Bldg. 


San  Francisco,  Monadnock  Bldg. 
Seattle,  Alaska,  Bldg. 


When    You're    in    a    Hurry 

For 

SHIPPING  TAGS 

get  in  touch  with  us  by  wire  or  letter.  Our  central  location, 
unexcelled  railroad  facilities  and  a  proximity  to  board  mills, 
enables  us  to  make  prompt  deliveries. 

Campbell  Tags  are  made  from  carefully  selected  materials, 
have  strength,  smooth  writing  surface  and  a  distinct  advertising 
value.  They  cost  no  more  than  others. 

CAMPBELL  PAPER  BOX  CO. 

South  Bend,  Ind. 

Folding  Boxes,  Caskets,  Shipping   Tag*f 


if* 


The  Liberty  Highway  Company 

WILL  GET   IT  AT 
DETROIT  or  TOLEDO 

Shipments  moved  by  daily  Motor  Truck  Service  between  Toledo 

and  Detroit — re-shipping  thru  these  gateways  by  Railroad,  Express, 

Boat,  Electric  Railway  or  Motor  Truck  Line  to  all  points  beyond. 

Our  Service  insures  you  against 

delay  at  these  congested  points 

Millions  of  pounds  of  freight,  on  reliable  schedule,  for  the  past 
three  years,  is  our  recommendation  to  you. 

The  last  Motor  Truck  Train  leaves  Toledo  every  evening  at  5:30 
P.  M.,  arriving  in  Detroit  the  same  night — ready  for  delivery  the 
next  morning.  The  same  schedule  prevails  out  of  Detroit  to  Toledo. 
Our  Traffic  Department  it  in  the  hand*  of  experienced 
Railroad  Men,  ready  to  co-operate  in  soloing  your  problem* 

PHONES  :- 

Detroit— West  1111  Toledo—  Bell,  Main  2666        Home— Main  6591 

FREIGHT  HOUSES— Detroit,  10J5—  14th  St.     Toledo,  211-213LucasSt. 


The  NEW  CRUISING  STEAMER 


Displacement 
21,167  Tons 


HAWKEYE  STATE 


Speed 
\1Yl  Knots 


Maiden  Voyage,  Sailing  From  Baltimore,  Md.,  February  15, 1921 
EXPRESS  FREIGHT  SERVICE          DE  LUXE  PASSENGER  SERVICE 

Direct  Freight  Service  to  the  Following  Portal 

Port  of  Los  Angeles,  San  Francisco,  Honolulu,  Hilo 
and  Other  Ports  of  Call  in  the  Hawaiian  Islands 

For  Passengers:  A  delightful  cruise  with  one-day  stop-over 
and  shore  excursion  at  Havana,  Cuba  and  the  Panama  Canal 
as  well  as  regular  Ports  of  Call. 

MATSON  NAVIGATION  COMPANY 

BALTIMORE,  MD.        SAN  FRANCISCO  HONOLULU 

26  South  Cay  Street      120  Market  Street     CASTLE  &  COOKE,  LTD. 


Havana  Line 

MERCHANTS  AND  MINERS 
TRANSPORTATION  COMPANY 

(Established  1854) 

Norfolk — Newport  News — Havana 

A-l  Steel  S.  S.  "LAKE  FABYAN"  Ready  February  15 
A  Steamer February  28 

Charters  arranged  for  full  cargoes  to  any  port 

Shippers  will  avoid  many  difficulties  and  attend- 
ant losses  by  forwarding  their  business  via  this 
regular  established  line,  operating  fast  steel 
steamers. 

Through  export  bills  of  lading  issued  from  all 
interior  points. 

Cheaper  Rates  from  Interior  Points  via 
Norfolk  and  Newport  News 

For  Rates  and  Space  apply  to 

Atlanta,  Ga.  C.  S.  Buford,  Commercial  Agent 

Baltimore,  Md.  W.  W.  Tull,  General  Agent 

Boston,  Mass.  C.  H.  Maynard,  General  Agent 

Havana,  Cuba  M.  V.  Molanphy,  General  Agent 

Jacksonville,  Fla  C.  M.  Haile,  General  Agent 

Norfolk,  Va.  A.  E.  Porter,  General  Agent 

Philadelphia,  Pa  A.  L.  Bongartz,  General  Agent 

Pittsburgh,  Pa.  L.  T.  Fowler,  Commercial  Agent 

Providence,  R.  I  W.  H.  Miller,  General  Agent 

Savannah,  Ga.  R.  M.  Griffin,  Local  Agent 

St.  Louis,  Mo.  J.  R.  Bell,  Freight  Representative 

A.  W.  GRAVES,  Manager,  Baltimore,  Md. 
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INLAND  WATERWAY  DEVELOPMENT 

The  Traffic  World  Washington  Bureau 

With  the  annual  consideration  of  the  river  and  harbor  ap- 
propriation bill  in  the  House  this  week  several  members  of  the 
House  discussed  the  need  for  the  development  of  transportation 
by  water  on  the  inland  waterways. 

Representative  Dempsey,  of  New  York,  said  the  question  of 
water  transportation  was  more  important  at  this  particular  time 
than  it  had  been,  perhaps,  at  any  previous  time  in  the  history  of 
the  country. 

"This  is  due  to  two  circumstances,"  said  he.  "First,  for  a 
number  of  years  past  the  railroads  have  not  kept  up  their  im- 
provements. They  have  not  increased  the  mileage  of  their 
tracks;  they  have  not  increased  their  rolling  stock;  they  have 
not  improved  their  terminals.  The  business  of  the  country  has 
continued  to  grow  while  the  railroads  have  remained  stationary. 
The  result  has  been  a  congestion,  and  we  have  realized  full  well 
that  that  congestion  can  not  be  met  by  the  improvement  of  the 
railroads  alone,  but  that  it  must  be  solved  by  the  united  efforts 
of  the  railways  and  water  transportation  in  the  country. 

"There  has  been  added  to  these  circumstances  another  condi- 
tion growing  out  of  economic  conditions.  The  railroads  found 
that  in  order  to  maintain  themselves  at  all  it  was  necessary  to 
have  their  rates  increased;  and  they  have  been  increased  to  a 
point  far  beyond  the  amount  which  any  of  us  estimated  would 
be  necessary  a  few  years  ago.  The  result  is  that  the  cost  of 
production,  the  initial  cost  to  the  producer  of  the  article  trans- 
ported, has  grown  by  leaps  and  bounds  by  reason  of  the  cost  of 
transportation  alone.  Take,  for  instance,  coal.  To  many  points 
the  cost  of  transportation  is  greater  than  the  cost  of  the  coal  at 
the  mines." 

Attacking  the  $15,000,000  appropriation  carried  in  the  bill, 
Representative  Small,  of  North  Carolina,  urged  an  appropriation 
of  at  least  $28,000,000  for  river  and  harbor  improvement  work. 
He  said  it  was  superfluous  to  emphasize  the  importance  of  trans- 
portation to  the  industrial  and  commercial  interests  of  the 
country. 

"The  country  needs  additional  transportation  facilities,"  said 
he.  "Where  can  the  country  turn  for  these  additional  facilities? 
There  are  only  two  other  instrumentalities— the  highways  and 
the  waterways." 

Improvement  of  the  highways,  he  said,  will  only  meet  a  local 
and  not  a  general  necessity. 

"We  must  turn  to  the  waterways,"  he  continued.  "Traffic 
can  not  be  carried  upon  these  waterways,  and  I  refer  particularly 
to  our  inland  waterways,  unless  there  are  adequate  channels 
provided  and  maintained." 

Mr.  Small  urged  the  development  of  boat  lines  and  facilities 
for  interchange  of  traffic  between  those  lines  and  the  railroads. 
He  said  under  the  law  the  managers  of  boat  lines  and  communi- 
ties have  a  right  to  appeal  to  the  Interstate  Commerce  Commis- 
sion and  to  have  full  interchange  of  traffic  arranged  between 
their  boat  lines  and  connecting  lines  of  railroads.  He  said  another 
essential  was  the  construction  of  water  terminals. 

Representative  Hardy,  of  Texas,  did  not  believe  that  a  sys- 
tem of  water  transportation  on  the  inland  waterways  could  be 
built  up  "as  long  as  the  railroads  are  permitted  by  reducing  their 
rates  at  water  competitive  points  to  drive  boats  off  of  the  rivers." 

Mr.  Small  said  he  did  not  believe  there  was  any  economic 
justification  in  a  railroad  reducing  its-  rates  competitive  with 
water. 

"I  believe  that  the  railroad  rate  competitive  with  water 
should  equal  those  which  prevail  in  the  interior,"  said  he.  "I  be- 
lieve the  time  has  come  when  Congress  by  appropriate  legisla- 
tion should  direct  the  Interstate  Commerce  Commission  to  read- 
just all  the  competitive  water-rail  rates  of  the  country  so  as  to 
equalize  them  with  the  interior  rates,  and  when  that  shall  be 
done  we  will  find  a  public  sentiment  demanding  the  improvement 
of  our  waterways." 

Representative  Frear,  of  Wisconsin,  expressed  the  belief 
that  if  such  legislation  were  attempted,  every  large  city  in  the 
country  which  enjoys  competitive  water  rates  would  be  on  hand 
to  protest. 

Representative  Jones,  of  Texas,  said  that  for  years  the  gov- 
ernment had  been  appropriating  millions  of  dollars  annually  for 
rivers  and  harbors,  "and  then  that  same  government  has  turned 
right  around  and  licensed  the  railroads  to  destroy  the  river  traf- 
fic. It  seems  to  me  that  one  or  the  other  should  be  abandoned. 
We  should  either  quit  appropriating  for  rivers  and  harbors  or  we 
should  quit  granting  railroads  the  right  to  give  lower  rates  to 
water  points  and  thus  destroy  the  commerce  on  the  waterways  " 

Representative  Dunbar,  of  Indiana,  said  he  believed  after 
river  improvements  had  been  completed  the  companies  engaged 
in  the  transportation  of  river  freight  should  be  protected  against 
unfair  railroad  competition. 

Representative  Barkley,  of  Kentucky,  referred  to  the  large 

ipproriations  for  the  railroads  made  In  recent  months,  saying  he 

I  not  believe  the  people  of  the  country  would  be  satisfied  if 

Congress  appropriated  large  sums  for  the  benefit  of  one  form  of 

nsportation,  "while  at  the  same  time,  by  a  measly  form  of 


economy,  in  a  lump-sum  appropriation,  It  throttles  transportation 
upon  the  great  rivers  of  the  country." 

Representative  Wilson,  of  Louisiana,  said:  "If  there  is  any 
method  by  which  we  can  relieve  the  people  who  are  oppressed 
by  exhorbitant  railway  rates  today  it  would  be  by  making  it 
possible  to  utilize  the  waterways  for  transportation." 

The  House  passed  the  bill  carrying  a  lump  sum  appropria- 
tion of  $15,250,000  and  sent  the  measure  to  the  Senate. 

NEW  YORK  BARGE  CANAL 

The  Traffic  World   Washington  Bureau 

Representative  Parker,  of  the  committee  on  interstate  and 
foreign  commerce,  submitted  a  report  to  the  House,  February  1, 
recommending  passage  of  Senate  Joint  Resolution  No.  161,  pro- 
viding for  termination  of  the  operation  by  the  War  Department 
of  boats  and  barges  on  the  New  York  State  Barge  Canal. 

As  reported  by  the  Committee,  the  resolution  provides  that 
at  the  end  of  thirty  days  after  the  date  of  passage  the  authority 
conferred  on  thl  Secretary  of  War  under  section  201  of  the 
transportation  act  to  operate  for  commercial  purposes  boats, 
barges,  tugs  or  other  transportation  facilities  on  the  New  York 
State  Barge  Canal  shall  cease,  and  thereafter  there  shall  be  no 
operation  by  the  Secretary  of  War  or  any  other  agency  of  the 
United  States. 

The  resolution  further  provides  that  the  Secretary  of  War 
shall  within  said  thirty  days,  or  as  soon  thereafter  as  practicable, 
dispose  of  all  boats,  barges,  tugs  and  other  transportation  facili- 
ties purchased  or  constructed  for  use  on  the  said  canal,  and 
pending  final  disposition  the  Secretary  of  War  may  lease  the 
same. 

It  is  also  provided  that  all  the  money  obtained  from  the  sale 
or  lease  of  the  equipment  shall  be  available  until  expended  by 
the  Inland  and  Coastwise  Waterways  Service  of  the  War  Depart- 
ment in  the  inauguration  and  development  of  other  inland  and 
coastwise  canals  and  waterways  in  accordance  with  the  express 
desire  of  Congress  in  section  500  of  the  transportation  act;  that 
not  to  exceed  25  per  cent  of  the  boats,  barges  and  tugs  built  or 
purchased  for  the  United  States  may  be  retained  by  it  for  the 
operation  of  other  inland,  canal,  or  coastwise  routes  of  the  United 
States  until  siich  equipment  can  be  replaced  by  other  equipment 
to  be  purchased  from  the  funds  received  from  the  sale  prescribed 
above. 

In  the  report  representative  Parker  urged  that  the  govern- 
ment equipment  be  kept  in  operation  on  the  New  York  canal, 
and  not  transferred  to  other  inland  waterway  service. 

'The  great  automobile  manufacturing  interests  of  the  middle 
west,  the  steel  interests,  manufacturers,  jobbers,  wholesalers 
and  retailers,  are  constantly  requesting  New  York  canal  officials 
for  information  as  to  how  they  may  use  the  barge  canal  and 
are  offering  traffic  in  unprecedented  volume,"  said  Mr.  Parker. 
"The  utilization  of  the  fleet  is  imperative  in  the  grain  trade 
from  the  northwest,  coming  down  the  Lakes  to  Buffalo.  On 
the  New  York  canals  today  there  are  about  700  barges  of  ap- 
proximately 300  tons'  capacity  each,  exclusive  of  the  government 
fleet,  of  which  400,  mostly  Canadian  owned,  trade  through  the 
Champlain  division  to  Canada.  There  are,  therefore,  only  about 
300  barges  available  for  service  on  the  Buffalo-New  York  divi- 
sion, having  a  carrying  capacity  of  approximately  1,350,000  tons 
per  season.  If  operated  to  its  maximum  capacity,  the  govern- 
ment fleet  might  carry  about  1,250,000  tons  per  season,  thus 
nearly  doubling  the  cargo  capacity.  This  is  the  equivalent  of 
60,000  freight-car  loads.  If  you  will  consider  this,  you  will  have 
a  true  appreciation  of  what  the  New  York  canals  mean  to  the 
North  Atlantic  seaboard. 

"Now,  as  to  the  question,  namely,  transferring  the  govern- 
ment barges  to  other  waters.  1  contend  that  these  barges  can 
not  be  operated  anywhere  else  and  serve  as  good  a  purpose. 
Certainly  they  can  not  be  operated  where  transportation  needs 
are  more  great  or  more  urgent.  It  is  my  understanding  that  on 
the  lower  Mississippi,  between  St.  Louis  and  New  Orleans,  Mem- 
phis is  the  only  municipality  equipped  with  terminal  facilities 
adequate  to  the  demands  of  traffic;  that  on  the  Warrior  the 
density  of  population  and  manufacture  compares  not  in  the 
slightest  degree  with  New  York,  New  England,  and  the  Middle 
West;  that  on  the  Ohio  there  is  little  but  coal  traffic,  and  these  •, 
are  not  coal  barges.  My  contention,  therefore,  is  sound,  for  is 
it  not  apparent  that  only  on  the  New  York  State  canals  may 
these  barges  serve  the  greatest  purpose  and  aid  in  the  solution 
of  our  perplexing  transportation  problem?" 

Representative  Sims  of  Tennessee,  in  a  minority  report,  op- 
posed the  resolution.  He  said  there  should  be  another  year  of 
federal  operation  on  the  canal,  and  he  also  opposed  selling  the 
government  equipment  at  this  time. 


LOAN  TO   L.  &  J.   BRIDGE  &   R.   R.  CO. 

The  Commission  has  authorized  the  Big  Four  to  guarantee 
a  promissory  note  of  the  Louisville  &  Jeffersonville  Bridge  & 
Railroad  Company  for  $108,000  as  part  security  of  a  loan  for 
$162,000  to  the  latter  company  from  the  government  under  sec- 
tion 210  of  the  transportation  act.  The  proceeds  of  the  loan  are 
to  be  used  for  additions  and  betterments. 
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National  Industrial  Traffic  League 

What  Some  of  Its  Members  Say  About  It 

"The  work  of  The  National  Industrial  Traffic  League  is 
of  immeasurable  benefit  to  its  members.  The  work  of  its 
Committees,  and  the  information  disseminated  by  its  staff, 
is  of  tremendous  value  to  all  shippers.  Such  an  organiza- 
tion is  absolutely  necessary.  I  would  not  for  one  moment 
consider  giving  up  my  membership." 

'HARRY  DICKINSON, 

Commissioner,  The  Denver  Transportation  Bureau, 
Denver,  Colo. 

"No  other  organization  in  existence  today  can  be  of  as 
much  benefit  to  the  shipper  as  The  National  Industrial 
Traffic  League.  The  results  have  surpassed  all  expectation. 
The  benefits  we  have  derived  have  paid  our  membership 
dues  many  times  over." 

C.  B.  BALDWIN, 

Manager,   Transportation   Department, 

United    Shoe    Machinery    Corporation, 

Boston,  Mass. 

"The  National  Industrial  Traffic  League  is  the  only 
nation-wide  organization  representing  all  classes  of  ship- 
pers. Its  effective  and  substantial  work  for  shippers  merits 
for  it  their  hearty  and  liberal  support.  Our  membership 
is  valued  highly." 

JAMES  S.  DAVANT, 

Commissioner,  Memphis  Freight  Bureau, 

Memphis,  Tenn. 

You  Are  Cordially  Invited  to  Become  a  Member 

Write  for  Particulars 

W.  H.  CHANDLER,  President     J.  H.  BEEK,  Executive  Secretary 

1 207  Conway  Building,  Chicago 


CUNARD 

ANCHOR    „ 

ANCHOR-DONALDSON 


Regular  Services 


NEW  YORK 
BALTIMORE 
MONTREAL 
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PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 

ANTWERP 

HAMBURG 

MEDITERRANEAN 


and 


BOSTON 
PHILADELPHIA 
PORTLAND,  ME. 

LIVERPOOL 

SOUTHAMPTON 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 

LEVANT 


General  Offices :  2  1  -24  Slate  St.,  N.  Y.  CWy 

Chicago  Office: 
Cunard  Bldg..  1 4O  N.  Dearborn  Street 


Atlanta,    55    N.    Feraythe 
St. 

Baltimore,    107    E.    Balti- 
more  St. 

Boiton,    128  Stati   St. 

Cleveland.     Hotel     Cleve- 
land   Bldg, 

Detroit.     35     WuhlngtM 
Blvd. 

Mlnnoapolli,      Third     St. 
and   Second   Ave.,   So. 

Montreal,  20  Hoepltal  M. 

Ntw  Orleane.   205  St 
Charlee  St. 


Philadelphia.    I»M   WeJ- 

Pltttburgh,  712  »«Wi«eM 
St. 

St.   Loula,    1135  Olive  St 

San    Franclico,   Ml    Mar- 
ket St. 

Seattle.   621   Se*end  An. 

Vancouver,    622    Hartl.n 
St   W. 

Washington.    D.    C.,    117 
14th  St   N.  W. 

Winnipeg.   270   Main   St. 
Or   Leeal   Anenta 
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JONES  REPARATION   BILL 

The  Traffic  World  Washington  Bureau 

Senator  Jones,  of  Washington,  has  introduced  a  bill  (S.  4919) 
providing  for  causes  of  action  arising  out  of  federal  control  and 
operation  of  telegraph  and  telephone  systems  during  the  war 
and  for  the  handling  of  reparation  claims  by  the  Interstate 
Commerce  Commission. 

The  President,  under  the  bill,  is  directed,  as  soon  as  practi- 
cable after  the  passage  of  the  act,  to  adjust,  settle,  liquidate 
and  wind  up  all  matters,  including  all  actions  at  law,  suits  in 
equity  and  proceedings  in  admiralty  arising  out  of  federal  con- 
trol of  any  telegraph,  telephone,  marine  cable  or  radio  systems, 
and  for  these  purposes  all  unexpended  balances  remaining  of  the 
fund  appropriated  for  the  payment  of  the  deficit  incurred  in  the 
operation  of  the  wire  systems  are  made  available  and  in  addition 
an  appropriation  of  $1,000,000  is  made  available. 

Section  2  of  the  bill  provides  for  the  appointment  of  an 
agent  by  the  President  against  whom  causes  of  action  may  be 
brought.  Such  suits  may  be  brought  within  two  years  from  the 
date  of  passage  of  the  act  in  any  court,  which,  but  for  federal 
control,  would  have  had  jurisdiction  of  the  cause  of  action  if 
the  properties  had  remained  under  private  control. 

Complaints  for  reparation  on  account  of  damage  claimed 
because  of  unjust  rates  and  charges,  etc.,  the  bill  provides,  may 
be  filed  with  the  Interstate  Commerce  Commission.  That  part 
of  the  bill  follows: 

Sec.  4.  That  complaints  praying  for  reparation  on  account  of 
damage  claimed  to  have  been  caused  by  reason  of  the  collection  or 
enforcement  by  or  through  the  President  during  the  period  of  Fed- 
eral control  of  rates,  charges,  classifications,  regulations,  or  prac- 
tices (including  those  applicable  to  interstate,  foreign,  or  intrastate 
commerce)  which  were  unjust,  unreasonable,  unjustly  discriminatory, 
or  unduly  or  unreasonably  prejudicial,  or  otherwise  in  violation  of 
the  Interstate  Commerce  Act,  may  be  filed  with  the  Interstate  Com- 
merce Commission,  within  one  year  after  the  passage  of  this  Act, 
against  the  agent  designated  by  the  President  under  section  2  of 
this  Act,  naming  in  the  petition  the  telegraph,  telephone,  marine 
cable,  or  radio  system  or  systems,  or  part  thereof,  against  which 
such  complaint  would  have  been  brought  if  such  telegraph,  telephone 
marine  cable,  or  radio  system  or  systems,  or  part  thereof,  had  not 
been  under  Federal  control  at  the  time  the  matter  complained  of 
took  place.  The  Commission  is  hereby  given  jurisdiction  to  hear 
and  decide  such  complaints  in  the  manner  provided  in  the  Interstate 
Commerce  Act,  and  all  notices  and  orders  in  such  proceedings  shall 
be  served  upon  the  agent  designated  by  the  President  under  Section 
2  of  this  Act. 

Section  6  of  the  bill  provides: 

That  the  period  of  Federal  control  shall  not  be  computed  as  a 
part  of  the  periods  of  limitations  in  actions  against  persons,  firms, 
associations,  or  corporations,  as  above,  or  in  claims  for  reparation 
to  the  Commission,  for  causes  of  action  arising  prior  to  rr  durine 
Federal  control. 


CAR  SURPLUS  AND  SHORTAGE 

The  Traffic  World  Washington  Bureau 

The  average  car  surplusage  in  the  week  ending  Jarnuary  23 
amounted  to  301,997  cars  as  compared  with  288,115  cars  in  the 
preceding  week,  and  the  average  shortage  amounted  to  1,328 
cars  as  compared  with  1,653  the  preceding  week,  according  to  the 
weekly  report  of  the  car  service  division  of  the  American  Rail- 
way Association.  The  surplusage  of  the  week  of  January  23  was 
the  highest  since  the  beginning  of  the  present  slump  in  traffic.  In 
the  spring  of  1919  the  surplusage  reached  the  500,000-mark. 

The  surplusage  was  made  up  of  the  following  classes  of 
equipment:  Box,  182,698;  ventilated  box,  1,515;  auto  and  furni- 
ture, 13,119;  flat,  10,241;  gondola,  45,540;  hopper,  21,477;  total 
all  coal  (gondola  and  hopper),  67,017;  coke,  4,406;  S.  D  stock' 
14,855;  D.  D.  stock,  1,447;  refrigerator,  5,726;  tank,  71;  miscel- 
laneous, 902. 

The  shortage  was  made  up  of  the  following  classes  of  equip- 
ment: Box,  508;  auto  and  furniture,  2;  flat,  99;  gondola  81- 
hopper,  83;  total  all  coal  (gondola  and  hopper),  164;  S  D  stock 
132;  D.  D.  stock,  237;  refrigerator,  155;  miscellaneous,  'zi. 

CAR  SUPPLY  CONDITIONS 

The  Traffic  World   Washington  Bureau 

Practically  all  railroads  are  working  together  in  the  cam- 
paign to  relocate  cars  on  the  principle  of  ownership,  W.  L. 
Barnes,  executive  manager  of  the  car  service  division  of  the 
American  Railway  Association,  said  in  his  summary  of  general 
conditions  at  the  end  of  January. 

.   The   semi-monthly   bulletin   of  percentages   of   freight   cars 

on  line  to  ownership  as  of  January  15,  Class  I  roads,  showed  that 

in  the  Eastern  district  the  percentage  was  92  6  as  compared  with 

19.7  in  1920;   in  the  Allegheny  district,  93.6  as  against  91.1  in 

;  in  the  Pocahontas  district,  87.8  as  against  73.1  in  1920-  in 

the  Southern  district,  96.6  as  against  101.7  in  1920;  in  the  Western 

district,  100.9  as  against  103.7  in  1920;   grand  total  all  districts, 

•    'ioonagainst  98'4  in  1920;   Canadian  roads,  98,  as  against  95.6 
in  1920. 

The  summary  of  general  conditions  follows: 

tected°X  Enrmir?,riqUiremen.t8  for  *?*•  cars  are  bein';  satisfactorily  pro- 

for  enuinm  £t   trf  inKHreP°';tS    «''e   lleinff  received   of  improved  demand 

3  load   grain,   flour,    rice,   cotton   and   lumber.      Special 


attention  should  be  given  to  the  return  of  grain  cars  to  their  owners 
to  avoid  a  shortage  of  cars  in  this  service. 

Auto  Cars:  Cars  should  be  disposed  of  in  accordance  with  car 
service  rules.  Where  loaded  with  freight  other  than  automobiles,  care 
should  be  exercised  to  avoid  commodities  which  leave  a  residue  which 
will  damage  the  finish  of  autos,  when  later  used  in  that  service. 

Stock  Cars:  Practically  all  requirements  being  protected.  Sur- 
plus cars  should  be  disposed  of  according  to  car  service  rules. 

Refrigerator  Cars:  Refrigerator  car  requirements  are  being  fully 
satisfied  in  all  sections.  The  citrus  loading  in  Florida  is  picking  up 
somewhat  following  the  holiday  recess.  Similar  improvement  is  noted 
in  the  principal  potato  shipping  sections,  although  potatoes  are  quite 
generally  held  back  account  of  unfavorable  markets.  Circular  was 
recently  issued  suggesting  that  all  lines  specialize  on  repair  of  re- 
frigerator equipment  during  the  present  lull  in  the  demand  so  that 
the  cars  will  be  in  good  condition  when  the  spring  crops  commence 
to  move  from  the  southern  territory.  Refrigerator  cars  may  be  loaded 
with  dry  freight  in  the  direction  of  the  empty  movement. 

Open  Top  Cars:  As  we  are  now  in  a  period  of  open  top  car  sur- 
plus with  a  large  number  of  bituminous  coal  mines  closing  down  due 
to  lack  of  orders,  it  is  not  surprising  that  some  sluggishness  exists 
in  the  movement  of  empties  from  consuming  to  producing  centers. 
The  free  movement  of  such  equipment  can  only  be  accomplished 
through  the  full  cooperation  of  all  lines  in  a  uniform  understanding 
and  unqualified  observance  of  the  car  service  rules. 

At  a  meeting  of  the  board  of  directors  American  Railway  Asso- 
ciation held  in  New  York,  January  21.  It  was  agreed  that  all  member 
lines  would  be  requested  to  remove  all  restrictions  against  the  accept- 
ance of  cars  properly  offered  under  the  rules.  Since  that  date  a  num- 
ber of  the  lines  have  settled  differences  previously  experienced  in  dis- 
posing of  empty  open  tops,  particularly  under  Rule  3,  sections  D  and 
B.  This  can  be  accepted  as  a  definite  indication  that  practically  all 
of  the  railroads  are  working  together  in  the  present  campaign  to 
relocate  cars  on  the  principle  of  ownership. 

Flat  Cars:  All  carriers  have  sufficient  supply  this  particular  type 
equipment,  to  protect  their  requirements.  All  roads  should  continue 
their  efforts  to  move  this  type  equipment  to  owning  lines  promptly  in 
accordance  with  car  service  rules. 


LOADING  OF  REVENUE  FREIGHT 


The  Traffic  World  Washington  Bureau 

As  compared  with  the  preceding  week,  there  was  a  slight 
drop  in  the  number  of  cars  of  revenue  freight  loaded  the  week 
ending  January  22,  the  total  being  703,115  cars  as  against  709,888 
cars  the  week  ending  January  15,  according  to  the  weekly  re- 
port of  the  car  service  division  of  the  American  Railway  Asso- 
ciation. In  1920  and  1919  the  number  of  cars  loaded  in  the  weeks 
corresponding  to  that  of  January  22  was  804,866  and  734,293, 
respectively.  As  compared  with  the  corresponding  week  of 
1920  there  were  increases  in  the  week  ending  January  22  in  the 
loading  of  grain  and  grain  products,  coke  and  merchandise,  L. 
C.  L.,  and  decreases  in  the  other  commodities. 

The  loading  by  districts  in  the  week  ending  January  22  and    I 
the  corresponding  week  of  1920  was  aa  follows: 

Eastern  district:  Grain  and  grain  products,  6,263  and  5,441; 
live  stock,  3,847  and  3,964;  coal,  42,111  and  49,112;  coke,  1,281 
and  3,825;  forest  products,  7,316  and  7,453;  ore,  874  and  1,342; 
merchandise,  L.  C.  L.,  41,583  and  33,087;  miscellaneous,  51,114 
and  86,151;  total,  1921,  154,389;  1920,  190,375;  1919,  175,441. 

Allegheny  district:  Grain  and  grain  products,  2,657  and 
2,743;  live  stock,  4,146  and  3,657;  coal,  49,857  and  49,112;  coke, 
7,271  and  3,719;  forest  products,  3,886  and  3,875;  ore,  2,559  and 
1,647;  merchandise,  L.  C.  L.,  32,461  and  37,396;  miscellaneous, 
43,158  and  60,019;  total,  1921,  145,995;  1920,  162,168;  1919,  164,342. 

Pocahontas  district:  Grain  and  grain  products,  185  and  135; 
live  stock,  118  and  135;  coal,  39,069  and  19,071;  coke,  185  and 
638;  forest  products,  1,222  and  1,859;  ore,.  100  and  287;  merchan- 
dise, L.  C.  L.,  2,744  and  141:  miscellaneous,  4,129  and  8,780; 
total,  1921,  27,752;  1920,  31,046;  1919,  29,782. 

Southern  district:  Grain  and  grain  products.  4,277  and 
4,093;  live  stock,  2,395  and  2,861;  coal,  24,572  and  26,559;  coke, 
570  and  405;  forest  products,  13,358  and  17,906;  ore,  1,243  and 
2,629;  merchandise,  L.  C.  I..,  34,784  and  23,814;  miscellaneous, 
29,640  and  50,247;  total,  1921,  110,839;  1920,  128,514;  1919,  106,539. 

Northwestern  district:    Grain  and  grain  products,  14.157  and 
10,350;  live  stock,  10,268  and  9,722;  coal,  6,555  and  12,871;   coke. 
1,488  and   1,191;    forest  products,   14,195   and   15,867;    ore,   1,153 
and  1,786;  merchandise,  L.  C.  L.,  23.223  and  18,764;  miscellanous,     , 
26,548  and  37,706;  total,  1921,  97,587;  1920,. 108,257;  1919,  104,556. 

Central  Western  district:  Grain  and  grain  products,  14,262 
and  10,400;  live  stock,  12,403  and  13,338;  coal,  21,332  and  24,626; 
coke,  282  and  428;  forest  products,  2,962  and  5,434;  ore.  1,615 
and  2,570;  merchandise,  L.  C.  L.,  26,896  and  21,324;  miscel- 
laneous, 29,056  and  45,728;  total,  1921,  108,808;  1920,  123,848; 
1919,  100,506. 

Southwestern  district:  Grain  and  grain  products,  4,894  and 
4,049;  live  stock,  2,078  and  2,720;  coal,  4,957  and  7,715;  coke,  100 
and  161;  forest  products,  6,200  and  6,326;  ore,  447  and  534:  mer- 
chandise, L.  C.  L.,  14,890  and  13,940;  miscellaneous,  24  159  and 
25,213;  total,  1921,  57,745;  1920,  60,658;  1919,  53,127. 

Total,  all  roads:  Grain  and  grain  products,  46,695  and  37,211; 
live  stock,  35,255  and  36,397;  coal,  168,453  and  189,066;  coke, 
11,177  and  10,367;  forest  products,  49,159  and  58,720;  ore,  7,991 
and  10,795;  merchandise,  L.  C.  L.,  176,581  and  148,466;  miscel- 
laneous, 207,804  and  313,844;  total,  1921,  703,115;  1920,  804.866; 
1919,  734,293. 

Note:  L.  C.  L.  merchandise  loading  figures  for  1921  and  1020  are 
not  comparable  as  some  roads  are  not  able  to  separate  their  L,.  C.  Lt. 
freight  and  miscellaneous  of  1:120.  Add  merchandise  and  miscel- 
laneous figures  to  get  a  fair  comparison. 
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PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  Monthly  Service         A-l  Steamers 

MOBILE  to  ANTWERP 
HAVRE  and  BORDEAUX 

St.  Louis  Office:    1527  Pierce  Building 

IRVING  H.  HELLER,  Manager 


R.  B.  YOU  NO,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go. 

312-314-316  WILLIAMSON  STREET          P.  0.  Box  985 

General      Storage  —  Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Brokers — Track    Connections    with    all    Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phon.  No.  4883  SAVANNAH,  GA. 


CARLSON'S  INDUSTRIAL 

Traffic  Managers9  College 

Top  Floor  Tribune  Bldg.,  New  York,  N.  Y. 

Practical  Instructions  given  by  Expert  Traffic  Managers.  No 
Theory,  actual  use  of  tariffs  as  applied  to  Domestic,  Import  and 
Export  Shipping.  TEXT  MATTER  Includes  Important  changes  In 
Rules  and  Regulations,  up  to  date,  In  loose-leaf  form. 

Night  Classes.  Personal  Instructions  by  Mall. 

Prospectus    Free.          Correspondence    Solicited. 


J. 


CINCINNATI,  OHIO 

C.   BUCKLES    TRANSFER   COMPANY 

67  Plum  Street 

FREIGHT  FORWARDING  AND  TRANSFER  AGENTS 

Distributors  and  Forwarders  of  Pool  Cars  a  Specialty 
Both  Team  and  Motor  Truck  Service.    Also  Export  Freight  Contractors 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 

PORTLAND,      OREGON 

OREGON  TRANSFER  COMPANY 

Established  In  1868 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

No  switching  chars;*  on  carload  shipments. 


SEATTLE  TRANSFER  CO. 


123  Jackson  St. 


Seattle,  Wash. 


Quick  Distribution  of  all  Pool  Cars 
100,000  sq.  ft.  of  warehouse  space 
Warehouse-men  and  forwarders. 


ROCHESTER.  NEW  YORK 

General  Storage       Forwarding       Carload  Distribution 

Excellent  facilities  for  reahlpplng  without  cartage.  Insurance  rat* 
12  cents.  Members  of  American  Warehousemen'*  Association  an« 
American  Chain  of  Warehouses. 


B     R     A    P 


Write  for  particulars. 
WAREHOUSE.    Inc.  KINO    AND    MARL*    ITS. 


EL  PASO, TEXAS 

GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.  Ft.  Floor  Space  —  Fireproof  —  Bonded  —  $200,800  Capital 
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REVENUE  TRAFFIC  SUMMARY 

The  Traffic  World  Washington  Bureau 

In  the  ten  months  ending  with  October,  1920,  according  to  a 
revenue  traffic  summary  issued  by  the  bureau  of  statistics  of  the 
Commission,  Class  I  roads  carried  1,868,550,707  revenue  tons  of 
freight,  including  tons  from  connecting  carriers,  as  against  1,707,- 
816,777  tons  in  the  same  period  of  1919.  Revenue  tons  carried  one 
mile  totaled  343,591,409,000  as  against  303,267,483,000  in  1919. 

Freight  revenue  totaled  $3,490,649,498  as  against  $2,936,102,- 
105  in  1919.  The  average  miles  per  revenue  ton  per  railroad 
amounted  to  183.88  as  against  177.58  in  1919.  The  revenue  per 
ton-mile  amounted  to  1.016  cents  as  against  .968  cents  in  1919. 

The  number  of  revenue  passengers  carried  was  1,038,166,256 
as  against  978,760,173  in  the  same  period  of  1919;  revenue  pas- 
sengers carried  one  mile  amounted  to  39,276,297,000  as  against 
38,851,748,000  in  1919;  passenger  revenue  totaled  $1,062,176,834 
as  against  $982,974,989  in  1919.  The  average  miles  per  revenue 
passenger  per  railroad  amounted  to  37.83  as  against  39.69  in  1919. 
The  revenue  per  passenger  per  railroad  amounted  to  $1.023  as 
against  $1.004  in  1919.  The  revenue  per  revenue  passenger-mile 
amounted  to  2.704  cents  as  against  2.53  cents  in  1919. 

In  the  month  of  October,  1920,  213,979,477  revenue  tons,  in- 
cluding tons  from  connecting  carriers,  were  carried,  as  against 
213,855,044  in  October,  1919.  Revenue  tons  carried  one  mile 
totaled  39,105,429,000  as  against  37,721,306,000  in  October,  1919. 
Freight  revenue  totaled  $479,493,119  as  against  $367,316,403  in 
October,  1919.  The  average  miles  per  revenue  ton  per  railroad 
amounted  to  182.75  as  against  176.39  in  October,  1919.  The  reve- 
nue per  ton  mile  amounted  to  1.226  cents  as  against  .974  cents  in 
October,  1919. 

Revenue  passengers  carried  totaled  99,118,514  as  against 
99,322,004  in  October,  1919.  Revenue  passengers  carried  one 
mile  totaled  3,761,875,000  as  against  3,872,391,000  in  October,  1919. 
Passenger  revenue  totaled  $113,676,984  as  against  $98,983,475  in 
October,  1919.  The  average  miles  per  revenue  passenger  per 
railroad  amounted  to  37.95  as  against  38.99  in  1919.  The  revenue 
per  passenger  per  railroad  amounted  to  $1.147  as  against  $.997 
in  1919.  The  revenue  per  revenue  passenger-mile  amounted  to 
:3,022  cents  as  against  2.556  cents  in  1919. 

The  report  covers  railroads  operating  234,149  miles  of  road  as 
against  233,215  in  1919. 


HAVANA  PORT  CONGESTION 

"Due  to  the  complete  clearance  of  the  government  wharf, 
merchandise  which  has  long  been  held  on  lighters  in  the  harbor 
(Havana,  Cuba)    is  now  being  received  at  the  wharf,"  Consul 
General  Hurst  at  Havana  cabled  the  Department  of  Commerce 
under  date  of  January  26.     "The  consignees  must  remove  this 
merchandise   which   has   been   declared   for  dispatch   within   72 
Should  the  merchandise  be  not  removed,  it  will  be  car- 
ried away  from  port  to  government  storage  and  held  for  about 
days   (the  length  of  time  depending  on  the  kind  of  goods), 
ter  which  time  it  will  be  auctioned  off.     Improvement  in  con- 
ditions is  already  apparent,  and  the  general  outlook  is  favorable." 
Although  reports  to  the  Department  of  Commerce  indicate 
marked  improvement  in  the  port  congestion  situation  at  Havana 
Cuba,  advices  state  that  there  are  a  number  of  difficulties  still 
to  be  met  and  that  one  of  the  most  serious  of  these  is  the  dis- 
posal of  merchandise  refused  by  the  consignee  and  not  removed 
by  the  shipper. 

As  previously  stated,  if  no  action  is  taken  by  the  consignee 
in  such  cases  the  goods  will  be  removed  to  government  storage 
and  held  for  about  10  days,  after  which  it  will  be  auctioned  off, 
probably  at  a  low  price. 

"In  considering  this  condition,"  the  Department  states, 
"American  shippers  must  realize  that  no  matter  where  the  re- 
sponsibility lies,  they  are  apt  to  be  put  to  great  loss  unless  they 
can  make  prompt  adjustment. 

"In  some  cases  undoubtedly  the  only  justifiable  action  is  to 
refuse  to  take  back  the  goods  and  to  initiate  suit  against  the 
consignee.  Jn  other  cases  an  adjustment  can  be  reached  by  the 
two  parties  which  will  lead  to  acceptance  of  the  merchandise 
by  the  consignee.  But  in  perhaps  the  greater  number  of  cases 
adjustment  has  been  tried  without  success  and  the  shipper  has 
let  things  drift  without  taking  stock  of  his  interests.  He  would 
do  well  to  consider  whether  it  would  not  be  to  his  advantage 
to  take  back  the  goods  and  appoint  an  agent  to  dispose  of  them 
on  the  ground.  Especially  is  this  true  if  he  is  not  certain  of 
his  legal  position  or  is  unwilling  to  place  the  case  in  the  hands 
of  the  congested  courts. 

"The  agent  must  be  local  so  that  he  will  have  a  thorough 
knowledge  of  the  conditions,  coupled  with  sufficient  local  stand- 
ing and  influence  to  secure  prompt  action.  He  may  be  able  to 
reach  a  settlement  with  the  consignee  under  the  original  con- 
tract or  enter  into  a  supplemental  agreement  of  a  definite  nature 
iling  this,  he  will  probably  be  able  to  sell  the  goods  at  a  sum 

h  may  be  below  their  real  value  but  above  the  amount  they 
would  later  bring  at  public  auction. 

"The  best  way  of  working  this  out  practically  will   differ 


with  different  firms.  Some  already  know  of  reputable  Americ 
houses  which  can  act  for  them.  Others  can  combine  to  send 
representative  to  Havana  to  chose  a  local  agent.  Still  others 
can  adopt  neither  of  these  courses.  If  these  latter  will  bring 
their  problem  to  the  attention  of  the  Latin  American  Divisidn 
of  the  Bureau  of  Foreign  and  Domestic  Commerce,  Washington. 
D.  C.,  an  effort  will  be  made  to  secure  from  the  consulate-gBJ- 
eral's  office  in  Havana  the  name  and  address  of  a  reliable  AmJE- 
can  house  which  will  act  as  agent.  Each  case  will  be  handled 
individually,  and  we  feel  that  we  can  be  of  some  real  assistam^r 


N.    &   W.   TO   TAKE   FEEDER   LINES 

The  Traffic  World   Washington  Burmn 

The  Norfolk  &  Western  Railway  Company  has  been  auth*- 
ized  by  the  Commission  to  acquire  and  operate  feeder  lines 
owned  by  the  Tug  River  and  Kentucky  Railroad  Company  and 
the  Williamson  &  Pond  Creek  Railroad  Company. 

"The  lines  in  question,"  the  Commission  said,  "are  owned 
by  the  Tug  River  and  Kentucky  Railroad  Company  and  the 
Williamson  &  Pond  Creek  Railroad  Company,  the  linos  owned 
by  each,  respectively,  being  4.45  miles  and  16.29  miles  in  lengK 
All  connect  with  the  main  line  of  the  applicant  and  are  used  Is 
feeders  therefor.  They  are  partly  in  Kentucky  and  partly  in 
West  Virginia  and  separate  applications  were  filed,  covering  iB 
portions  lying  in  each  state.  All  of  the  lines  cross  the  Tug 
River,  which  is  the  boundary  between  the  two  states.  The 
capital  stock  of  the  subsidiary  companies  is  owned  by  the  ap- 
plicant. There  is  no  debt  outstanding  except  to  the  parent  coin- 
pany.  The  Kentucky  lines  are  to  be  acquired  by  leases  fo?» 
term  of  fifty  years,  at  an  annual  rental  sufficient  to  equal  sfa 
per  cent  on  the  amount  currently  appearing  on  the  books  of  t& 
lessor  as  investment  in  road  and  equipment,  plus  taxes  and  I 
sessments  against  the  property  and  the  annual  cost  of  maintaft- 
ing  the  corporate  organization  of  the  lessor,  no  maximum  Br 
that  item  being  specified.  An  extension  of  the  lease  for  a  fur- 
ther term  of  fifty  years,  at  the  option  of  the  lessee,  is  provided 
for. 

"The  West  Virginia  lines  are  to  be  acquired  by  deeds  recit- 
ing a  consideration  of  $53,744.92  for  the  Tug  River  lines  and 
$71,994.29  for  those  of  the  Williamson  Company,  and  covering  all 
of  the  property  and  assets  of  every  description  located  in  that 
state.  It  appears  that  a  large  part  of  the  mileage  of  both  roaqg 
lies  in  the  state  of  Kentucky,  and  the  consideration  named  in  the 
conveyances  apparently  represents  that  part  of  the  total  invest- 
ment which  is  in  West  Virginia." 


RICHMOND  TERMINAL   NOTES 

The  Richmond  Terminal  Railway  Company  has  been  author- 
ized by  the  Commission  to  issue  as  of  the  date  of  January  1, 
1921,  35  promissory  notes  in  the  aggregate  amount  of  $3,100,000, 
with  interest  at  the  rate  of  6  per  cent  per  annum.  The  purpose 
of  the  issue  is  to  take  up  demand  notes  of  a  like  amount  and  to 
provide  funds  for  the  purpose  of  liquidating  interest  which  ac- 
crued during  the  construction  of  the  applicant's  terminal. 


OPERATION  OF  BUFFALO  NORTHWESTERN 

The  Atchison,  Topeka  &  Santa  Fe  has  applied  to  the  Com- 
mission for  authority  to  operate  under  a  lease  the  property  of 
the  Buffalo  Northwestern  Railroad  Company  from  Waynoka, 
Okla.,  to  Buffalo,  Okla.,  a  distance  of  52%  miles.  Approval  of 
the  application  would  avoid  the  necessity  of  maintaining  a  sepa- 
rate force  of  operating  officials  for  each  of  the  companies  to  the 
lease,  the  applicant  states. 


RULES  FOR   ISSUANCE  OF  PASSES 

The  Commission,  in  an  order  made  public  January  31,  but 
adopted  by  it  on  December  30,  amended  the  rules  pertaining  to 
the  issuance  of  railroad  passes  by  adding  thereto  a  requirement 
that  each  carrier  furnish  a  list  of  the  names  and  titles  of  officers 
having  the  authority  to  request  free  transportation  of  other 
carriers.  Heretofore,  the  only  list  the  carrier  has  been  re 
quired  to  furnish  was  that  of  the  officers  having  authority  to 
issue  free  transportation  and  over  whose  signatures  passes 
would  be  issued. 


ACCOUNTING   RULES  AMENDED 

The  Commission  has  amended  its  accounting  rules  to  con- 
form, in  their  definition  of  short  term  notes,  with  the  standard 
prescribed  in  the  transportation  act.  That  act  refers  to  notes 
having  maturity  date  two  years  or  less  from  the  date  of  issue 
as  short  term  notes.  The  Commission  has  heretofore  treated 
notes  of  one  year  or  less  as  short  term  notes.  Inasmuch  as  the 
law  refers  to  notes  having  two-year  maturity  as  short  term  ob- 
ligations, it  was  considered  desirable  that  the  accounts  of  the 
railroads  should  conform  with  the  standard  set  in  the  trans- 
portation act,  although  a  difference  of  that  kind,  it  is  believed, 
would  not  be  material,  because  the  use  of  the  term  "short  term 
notes"  is  not  in  the  section  relating  to  accounts  of  carriers. 
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Big  Jobs  For 
Trained  Traffic  Men 

High-salaried,  executive  positions  are 
waiting  for  the  men  who  will  master  the 
profession  of  Traffic  Management.  No 
man  need  stay  in  a  small  job  when  the 
railroads,  steamship  lines  and  leading  in- 
dustrial organizations  in  America  are  in 
urgent  need  of  trained  traffic  experts  — 
men  who  are  experts  in  routing,  who  know 
how  to  organize  and  manage,  who  are  in- 
formed on  modern  traffic  methods,  who 
know  transportation  costs  and  the  laws 
of  interstate  commerce,  and  can  adjust 
important  claims  and  direct  large  shipping  opera- 
tions. LaSalle's  large  staff  of  more  than  70  traffic 
and  transportation  experts  can  train  you  by  mail 
for  an  important  traffic  position.  By  the  LaSalle 
Problem  Method  you  soon  become  able  to  handle 
the  actual,  evcry-day  problems  which  come  to  the 
traffic  executive's  desk.  And  you  can  get  this 
training  in  your  spare  hours  at  home,  while  you 
hold  your  present  job. 

Send  Coupon  Today 

Simply  mark  X  in  coupon  below  and  we  will 
send  full  particulars  about  our  training  and  the  at- 
tractive opportunities  in  the  field  of  railroad  or 
industrial  traffic  management.  Also  our  valuable 
book,  "Ten  Years'  Promotion  in  One,"  Act  today. 

n  Traffic  Management 
Other  LaSalle  Training  Course* 

LaSalle  is  the  largest  business  training  institu- 
tion in  the  world.     It  offers    training  for  every 
important  business  need.    If  more  interested  in 
any  of  these  courses  check  here: 
O  Higher  Accounting          G  Industrial  Manage- 
rs Business  Management        ment  Efficiency 
Q  Law — Degree  of  LL.B. 
D  Commercial  Law 
Q  Personnel  and  Em- 
ploy ment  Management 
O  Modern  Foremanship 
D  Coaching  for  C.  P.  A.  &    Q  Effective  Speaking 
InstituteExaminations    D  Business  English 

LASALLE    EXTENSION    UNIVERSITY 

The  Largest  Business  Training  Institution  in  the  World 
Dept.  295  TR  Chicago,  111. 

Gentlemen:  Send  without  obligation  to  me  in- 
formation regarding  course  indicated  above. 


D  BankingandFinance 
D  Business  Letter 

Writing 

D  Commercial  Spanish 
D  Expert  Bookkeeping 


Name 

Address.. 


UNDER 
AMERICAN  FLAC 


PASSENGERS 
AND  FREIGHT 


San  Francisco  -Baltimore  Service 

(Freight  Only—  Via  Panama  Canal) 

From  San  Francisco  and  Los  Angeles  to  San  Jose  de  Guatemala. 

La  Libertad,  Corinto,  Balboa,  Cristobal,  Cuban  and 

Porto  Rican  Ports  (Eastbound  only),  Savannah. 

Norfolk  and  Baltimore. 

S.S.  "POINT  ADAMS"  sails  February  1st 
S.S.  "POINT  LOBOS"  sails  February  21st 

S.S.  "POINT  JUDITH"  sails  March  3rd 

From   Baltimore  to   Cristobal,   Balboa,   Corinto,   La  Libertad, 

San  Jose  de  Guatemala,  Los  Angeles  and  San  Francisco 

S.S.  "WEST  MINGO"  sails  February  12th 

S.S.  "GOLDEN  STATE"  sails  February  15th 

S.S.  "POINT  JUDITH"  sails  March  3rd 

Trans-Pacific  Service 

"The  Sunshine  Belt  to  the  Orient" 
(Passengers  and  Freight) 

Sailings  from  San  Francisco  every  28  days  by  new  and 

luxurious  ships 

S.S.  "ECUADOR"  S.S.  "VENEZUELA" 

S.S.  "COLOMBIA"  S.S.  "GOLDEN  STATE" 

And  Fortnightly  Sailings  by  EIGHT  Freight  Steamers 
Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila  and  Hongkong 

Manila-East  India  Service 

(Passengers  and  Freight) 

Sailings  from  San  Francisco  bi-monthly  by 

S.S.  "CREOLE  STATE"     S.S.  "WOLVERINE  STATE" 

S.S.  "GRANITE  STATE" 

And  Monthly  Sailings  by  TWO  Freight  Steamers 

Direct  to  Honolulu,  Manila,  Saigon,  Singapore,  Honduras, 

Colombo  and  Calcutta 

Round-the-World  Service 

(Freight  Only) 

WEST  NERIS"  S.S.  "WEST  MINGO" 

S.S.  "EASTERN  IMPORTER" 

Regular  Monthly  Sailings 

San  Francisco,  Honolulu,  Yokohama,  Kobe,  Dairen.    Tientsin, 

Shanghai,  Manila,   Saigon,  Singapore,  Calcutta,  Colombo, 

Bombay,  Alexandria,  Bizerta,  Marseilles,  Barcelona, 

thence  Baltimore,  Norfolk,   Cristobal,  Los  An- 

geles and  San  Francisco  via  Panama  Canal 

Panama  Service 

(Passengers  and  Freight) 

Sailings  from  San  Francisco  every  18  days  by 

S.S.  "SAN  JOSE"     S.S.  "CUBA"    S.S.  "CITY  OF  PARA" 
S.S.  "SAN  JUAN"         S.S.  "NEWPORT" 
To  Mexico,  Central  America  and  Canal  Zone 


S.S. 


Through  Bills  of  Lading  Issued  to  and  from  all  point! 
beyond  ports 

The  Pacific  Mail  is  world  renowned  for  excellence  of  it* 
service  and  cuisine 

Consult  Our  Office* 

Pacific  Mail  Steamship  Co. 

10  Hanover  Square,  508  California  St.,  400  Exchange  PUo* 

NEW  YORK         SAN  FRANCISCO        BALTIMORE 

Managing  Agent*  V.  S.  Shipping  Board 
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CENT.  WIS.  ACQUIRES  F.  &  N.  E. 

The  Traffic  World   Washington  Bureau 

In  Finance  Docket  No.  1114,  the  Commission  has  issued  a 
certificate  authorizing  the  Central  Wisconsin  Railway  to  acquire 
and  operate  a  line  of  railroad  in  Eau  Claire  and  Clark  counties 
in  Wisconsin.  The  applicant  is  a  corporation  organized  under 
the  laws  of  Wisconsin  for  the  purpose  of  acquiring  the  property 
by  lease,  with  an  option  to  purchase  at  a  later  date.  Its  pres- 
ent capitalization  is  $25,000,  but  that  may  be  increased  as  the 
occasion  shall  require.  The  necessary  equipment  is  to  be  leased 
from  the  Fairchild  &  Northeastern,  for  the  present,  with  the 
same  option  to  purchase  later. 

The  road  to  be  acquired  is  the  Fairchild  &  Northeastern 
Railroad  Company,  65  miles  in  length,  extending  from  Cleghorn 
in  Eau  Claire  county  to  Owen  in  Clark  county.  The  road  has 
not  paid  operating  expenses  since  1912,  when  the  connecting 
carriers  reduced  its  divisions  from  40  to  25  per  cent.  A  number 
of  small  communities  have  grown  up  along  the  line  and  should 
the  railroad  be  definitely  abandoned  they  would  be  without 
transportation  facilities  except  at  distances  from  three  to  ten 
miles.  The  operation  of  the  road  was  discontinued  at  the  end 
of  federal  control.  The  book  investment  of  the  F.  &  N.  E.  is 
slightly  in  excess  of  $700,000,  with  liabilities  of  $418,881  and 
a  debit  balance  to  profit  and  loss  of  $170,623  in  1919. 

The  Commission  said  that  the  prospect  that  the  road  would 
earn  sufficient  income  to  earn  operating  expenses  was  not  en- 
couraging. It  said  that  if  the  question  before  it  involved  the 
construction  of  the  road  as  an  original  proposition  a  very  dif- 
ferent problem  would  be  presented.  In  view  of  the  conditions, 
however,  it  is  of  the  opinion  that  the  people  served  by  the  road 
should  be  given  an  opportunity  to  rehabilitate  the  road  if  pos- 
sible. 


port  facilities  by  urging  the  installation  of  mechanical  facilities 
for  the  handling  of  package  freight.  In  return,  the  committee 
urges  that  American  millers  pledge  themselves  to  use  American 
bottoms  for  the  transportation  of  their  products. 


PENNSYLVANIA  BOND  ISSUE 

•  The  Traffic  World   Washington  Bureau 

Following  the  policy  of  the  New  York  Central  in  floating  a 
bond  issue  of  $25,000,000  without  first  getting  approval  therefor 
from  the  Commission  under  the  terms  of  the  transportation  act, 
the  Pennsylvania  Railroad  Company,  according  to  reports  from 
New  York,  has  sold  a  $60,000,000  fifteen-year  6%  per  cent  gold 
bond  issue  to  Kuhn,  Loeb  &  Co.,  subject  to  the  approval  of  the 
Commission.  Up  to  January  31  the  application  of  the  Pennsyl- 
vania for  authority  to  issue  the  bonds  had  not  been  filed  with 
the  Commission.  The  proceeds  of  the  loan  will  be  used  to  meet 
maturities  during  the  current  year.  In  the  New  York  Central 
case  the  Commission  pointed  out  that  carriers  should  not  pre- 
sume, in  issuing  bonds  and  disposing  of  them  prior  to  getting 
the  authority  as  required  by  the  transportation  act,  that  such 
action  would  influence  the  Commission  favorably  but  that,  in 
effect,  the  Commission  would  consider  such  cases  just  as  if  the 
bonds  had  not  been  issued. 


OCEAN  FREIGHT  RATES 

"Freight  rates  from  New  York  to  the  United  Kingdom  are 
fixed  by  the  Eastward  Freight  Conference  at  New  York,  at  $1 
per  100  pounds  on  many  commodities,  while  from  New  York  to 
French  channel  ports  rates  for  the  same  commodities  vary  from 
20  cents  to  50  cents  per  100  pounds,"  Counsel-General  R.  P. 
Skinner  at  London  states  in  a  cable  to  the  Department  of  Com- 
merce. "From  New  York  to  Dutch  ports  the  rate  is  30  cents. 
Due  to  this  wide  difference  in  rates  on  direct  shipments  from 
the  United  States  to  the  United  Kingdom  as  compared  with 
rates  on  the  same  goods  going  from  the  United  States  to  French 
and  Dutch  ports,  many  importers  and  shippers  effect  a  great  sav- 
ing by  routing  shipments  of  American  goods  for  the  United 
Kingdom  via  the  Continent.  Rates  from  the  United  Kingdom 
to  New  York  vary  from  one  shilling  per  cubic  foot  to  90  shillings 
per  40  cubic  feet,  or  one  ton.  Rates  from  the  Continent  to  New 
York  are  not  obtainable  in  London.  American  exporters  are 
thus  apparently  hampered  in  shipping  to  British  buyers." 

CLAIMS   AGAINST    BRITISH    GOVERNMENT 

The  Senate  adopted  a  resolution,  January  28,  submitted  by 
Senator  Lodge,  calling  on  the  President  for  information  as  to 
•what  measures  have  been  taken,  if  any,  relating  to  claims  or 
complaints  of  citizens  of  the  United  States  against  the  British 
government  growing  out  of  restraints  on  American  commerce 
and  the  alleged  unlawful  seizure  and  sale  of  American  ships 
and  cargoes  by  British  authorities  during  the  war  with  Ger- 
many. 


MILLERS   COMMEND   SHIPPING   BOARD 

The  rafters'  emergency  defense  committee  of  the  Millers' 

mat   Federation   has  adopted  a   resolution   calling  on  the 

ndustry  to  co-operate  with  the  United  States  Shipping 

The  Board  is  commended  for  having  reaffirmed  the  dif- 

I  of  five  cents  a  hundred  pounds  in  ocean  freight  rates 

flour  over  wheat,  and  for  the  efforts  it  is  making  to  develop 


RECONDITIONING  OF  SHIPS 

The  Traffic  World   Washington  Bureau 

The  policy  of  the  Shipping  Board  provides  for  the  recondi- 
tioning of  American  ships  in  American  shipyards,  Admiral  Ben- 
son, chairman  of  the  board,  has  informed  the  Senate  in  response 
to  a  resolution  adopted  by  that  body  recently.  He  also  stated 
that  with  regard  to  the  contract  between  the  board  and  the 
United  States  Mail  Steamship  Company  he  had  had  a  clause  in- 
serted specifically  providing  for  the  reconditioning  of  ships  allo- 
cated to  that  company  in  American  yards. 


WESTERN    MARYLAND    NOTES 

The  Commission  has  authorized  the  Western  Maryland  Rail- 
way Company  to  issue  and  sell  $225,000  of  6  per  cent  marine 
equipment  gold  notes  for  the  purpose  of  obtaining  funds  to 
cover  the  construction  and  delivery  to  the  applicant  of  one  three- 
track  twenty-six-car  capacity  steel  car  float.  The  float  will  be 
used  in  the  Baltimore  harbor. 

Authority  to  issue  $3,000,000  of  equipment  gold  notes  is  re- 
quested in  a  petition  filed  with  the  Commission  by  the  Western 
Maryland  Railway  Company.  The  notes  will  be  issued  on  ap- 
proval of  the  Commission  under  an  equipment  trust  agreement 
entered  into  for  the  purpose  of  buying  40  consolidation  freight 
locomotives. 


LOAN   TO    HOCKING   VALLEY 

The  Commission  has  approved  a  loan  of  $1,665,000  to  the 
Hocking  Valley  Railway  Company  to  enable  the  company  to 
provide  itself  with  additions  and  betterments  to  equipment  and 
to  way  and  structures. 


STORAGE  CHARGE  ON  PARCEL  POST  TO  MEXICO 

The  Mexican  postal  administration  has  notified  the  Post  Of- ! 
fice  Department  that  after  February  1  parcel-post  packages  re- 
ceived in  Mexico  from  the  United  States  which  are  not  with- 
drawn from  the  mails  by  the  addressees  within  a  period  of  10 
days  from  the  date  on  which  the  first  notice  to  withdraw  is  given, 
will  be  subject  to  a  storage  charge  of  5  centavos,  Mexican,  a  day! 

TRANSPORTATION  OF  EXPLOSIVES 

The  Senate  committee  on  interstate  commerce  favorably  re- 
ported to  the  Senate  without  amendment,  January  29,  the  bill 
(H.  R.  12161)  amending  the  penal  code  with  respect  to  the  trans- 
portation of  explosives.  The  bill  was  passed  by  the  House  De- 
cember 20.  (See  Traffic  World,  Dec.  25,  p.  1218.) 

OPERATION   OF   N.  TEXAS   R.   R. 

The  Panhandle  &  Santa  Fe  Railway  Company  has  requested 
the  Commission  to  issue  a  certificate  authorizing  the  company 
to  operate  under  a  lease  the  North  Texas  Company  railroad 
extending  from  Shattuck,  Okla.,  to  Spearman,  Tex.,  a  distance 
of  84  miles.  Both  companies  are  part  of  the  A.  T  &  S.  F.  ' 
system. 


LOAN  TO  VA.  SOUTHERN 

The  Commission  has  approved  a  loan  of  $38,000  to  Virginia 
Southern  Railroad  Company  to  aid  the  carrier  in  meeting  its 
maturing  indebtedness.  The  carrier  itself  is  required  to  finance 
$37,000  to  meet  the  loan  of  the  Government. 

ALABAMA   &   VICKSBURG   LOAN 

The  Alabama  &  Vicksburg  Railway  Company  has  applied  to 
the  Commission  for  authority  to  issue  its  note  in  the  sum  of 
$1,394,000  for  a  loan  of  that  amount  from  the  government  re- 
volving fund;  to  issue  notes  in  the  aggregate  amount  of  $542,900 
in  payment  of  a  like  amount  of  outstanding  mortgage  bonds,  and 
to  execute  a  mortgage  for  $4,000,000  and  to  issue  bonds  of  a  like 
amount  under  that  mortgage.  The  company  states  that  the  is- 
suance of  the  notes  and  the  creation  of  the  mortgage  and  bonds 
is  for  the  purpose  of  redeeming  outstanding  loans  and  for  the 
purchase  of  additional  rolling  stock. 


FT.  S.  &  W.  BONDS 

Authority  to  issue  first  mortgage  bonds  of  $1,500,000,  second 
mortgage  bonds  of  $3,744,000,  and  62,400  shares  of  no  par  com- 
mon capital  stock  is  asked  in  a  petition  filed  with  the  Commis- 
sion by  the  Fort  Smith  &  Western  Railway  Company.  The 
purpose  of  the  issues,  it  is  stated,  is  to  exchange  them  for  7,000 
one-thousand-dollar  gold  coupon  first  mortgage  bonds  of  the  Fort 
Smith  &  Western  Railroad  Company.  The  applicant  company 
was  organized  by  the  bondholders'  committee  of  the  railroad 
company  to  acquire  the  property  and  the  authority  requested 
s  In  connection  with  the  reorganization  of  the  railroad  company 
which  is  now  in  the  hands  of  a  receiver. 
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Tariff  Information 


Blakely  Printing  Co. 

418  So.  Market  St. 

Chicago  Railway  Printing  Co. 

720  So.  Dearborn  St. 

Excelsior  Printing  Co. 

732  Federal  St. 

The  Faithorn  Company 

500  Sherman  St. 

Faulkner-Ryan  Company 

712  Federal  St. 

Gunthorp-Warren  Printing  Co. 

132  So.  Clark  St. 

Hedstrom-Barry  Co. 

618  Sherman  St. 

Hillison  &  Etten  Co. 

638  Federal  St. 

F.  J.  Riley  Printing  Co. 

501  So.  La  Salle  St. 

Henry  O.  Shepard  Co. 

632  Sherman  St. 


HE  additional  Tariff 
facilities  that  you  will 
need  at  the  last  mo- 
ment are  in  Chicago. 

The  plants  below  have 
a  capacity  of  40, 000 
pages  per  month. 

Get  in  touch  with  one 
or  more  of  them  now 
so  that  you  are  estab- 
lished as  a  regular 
buyer  in  the  largest 
tariff  market  in  the 
world. 
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Docket  of  the  Commission 


February  7 — Chicago,  III. — Examiner  Quirk: 

*  11558 — Petition  of  Chicago,  North  Shore  &  Milwuakee  R.  R. 
February  8— Philadelphia,  Pa.— Examiner  Early: 

12007 — E.   I.    Dupont  de   Nemours  &   Co.   vs.    Chicago,   Milwaukee   & 

St.  Paul  et  al. 

10504 — E.  I.  Dupont  de  Nemours  &  Co.  vs.  Maine  Central  et  al. 
10504  (Sub.  Nos.  1  to  6  inclusive) — E.  I.  Dupont  de  Nemours  &  Co. 

vs.  Maine  Central  et  al. 
12000 — E.  I.  Dupont  de  Nemours  &  Co.  vs.  Pennsylvania  and  Director 

11998 — E.  I.  Dupont  de  Nemours  &  Co.  vs.  Delaware,  Lackawanna  & 

Western  et  al. 

February  8 — Cincinnati,  O. — Examiner  Hosmer: 
12055 — The  Procter  &  Gamble  Co.  vs.  Director  General. 
12049 — The  Charles  Boldt  Glass  Co.  vs.  Director  General. 
February  8 — Minneapolis,  Minn. — Examiner  Flynn: 
12012 — The  Mutual  Brokers  of  Regina,  Ltd.,   vs.   Amn.   Express  Co. 

et  al. 

11994 — C.  H.  Robinson  Co.  vs.  American  Ry.  Express  Co. 
12041 — F.  R.  Pendleton  and  H.  S.  Gilkey,  doing  business  as  Pendle- 

ton  &  Gilkey  vs.  Minnesota  &  International  et  al. 
February  8 — Chicago.  III. — Examiner  Jewell: 
12027 — Illinois   Brick   Co.    vs.    Director   General   and    Chicago,    West 

Pullman  &  Sou. 
12025 — Chicago  Roller  Co.   et  al.  vs.  A.  T.  &  S.  F.  et  al. 

February  9 — Chicago,  111. — Examiner  Jewell: 

12046 — Armour  &  Co.  vs.  Wabash  et  al. 

11947 — Armour  &  Co.  vs.  Cent,  of  Ga.  et  al. 

11947  (Sub.  No.  1) — Armour  &  Co.  vs.  Mo.  Pac.  et  al. 
February  9 — Louisville,  Ky.- — Examiner  Witters: 

1 1 989— Kentucky  Wholesale  Co..  Inc.,  vs.  Director  General. 

11986— Standard  Oil  Co.   (Kentucky)  vs.  111.  Cent,  et  al. 
February  9 — Argument  at  Washington,  D.  C. : 

10011 — Birmingham  Traffic  Bureau  vs.  St.  Louis- San  Francisco  et  al. 

9297 — Procter  &  Gamble  Distributing  Co.  et  al.  vs.  Alabama  Central 
et  al. 

11258 — Procter  &  Gamble  Mfg.  Co  .vs.  Director  General  and  Staten 

Island  Rapid  Transit. 
February  9 — Indianapolis,  Ind. — Examiner  Howell: 

12001— William  E.  Dee  Clay  Mfg.  Co.  vs.  P.  C.  C.  &  St.  L.  et  al. 

12050 — Chicago  Sewer  Pipe  Co.  vs.  P.  C.  C.  &  St  L.  et  al. 
February  10 — Mason  City,  la. — Examiner  Flynn: 

*  I.  and  S.  1289 — Switching  between  industries  and  connecting  lines  at 

Mason  City,  la. 

February  10 — Little  Rock,  Ark. — Corporation  Commission  of  Arkansas: 
Finance  Docket  1079 — In  the  matter  of  the  application  of  the  Arkan- 
sas R.  R.  for  a  certificate  of  public  convenience  and  necessity. 
February  10 — Chicago.  111. — Examiner  Jewell: 
11984 — Benton  Coal  Mining  Co.  vs.  C.  B.  &  Q.  et  al. 


February    10 — Atlanta,    Ga. — Examiner  Keene: 

11991 — in  the  matter  of  intrastate  express  rates  within  the  state  of 

Georgia. 
February  10 — Louisville,  Ky. — Examiner  Witters: 

11999 — West  Kentucky  Coal  Bureau  vs.  L.  &  N.  et  al. 
February  10 — Shreveport,   La. — Examiner  Bardwell: 

12005 — Police    Jury,    Parish    of    Caddo,    State    of    Louisiana,    vs.    St. 

Louis  Southwestern  et  al. 
February  10 — Argument  at  Washington,   D.  C. : 

4844 — jn  the  matter  of  bills  of  lading  (export). 
February   11 — Chicago,   111. — Examiner  Jewell: 

12042 — Anderson  &  Gustafson,  Inc.,  et  al.  vs.  M.  K.  &  T.  et  al. 
February  11 — St.   Louis,  Mo. — Examiner  Hosmer: 

I.  and  S.  1275 — Through  rates  on  coal  and  coke  based  on  combi" •  '  ion 

of  locals. 
February  11 — Argument  at  Washington,  D.  C. : 

4844 — In  the  matter  of  bills  of  lading  (domestic). 
February   11 — Indianapolis,   Ind. — Examiner  Howell: 

11924 — Oliphant  Johnson  Coal  Co.  et  al.  vs.  C.  &  E.  I.  et  al. 

11925 — Oliphant  Johnson  Coal  Co.  et  al.  vs.  P.  C.  C.  &  St.  L.  et  al. 
February  11 — Sioux  Falls,  S.  D. — Examiner  Flynn: 

12026 — Board  of  R.  R.  Commissioners  of  the  State  of  South  Dakota! 

vs.  Ahnapee  &  Western  et  al. 
February  12 — Boston,   Mass. — Examiner  Early: 

12022 — New   England    Paper   and  Pulp  Traffic  Assn.  et  al.  vs.  Hoosac 
Tunnel  &  Wilmington  et  al. 

February  12 — St.  Louis,  Mo.' — Examiner  Hosmer: 
12039 — Homann  &  Bush  Pig  Iron  and  Coke  Co.  vs.  Mo.  Pac.  et  al. 
12017— St.   Louis-San   Francisco   Ry.   Co.   vs.    East   St.   Louis  &   Su-| 
burban  et  al. 

February  12 — Little  Rock,  Ark. — Examiner  Bardwell: 
12051— Charles  T.  Abeles  &  Co.  et  al.  vs.  Ark.  Cent,  et  al. 

February  14 — St.  Louis,  Mo. — Examiner  Hosmer: 

I.  and  S.  1285— Elimination  of  concurrences  of  certain  terminal  lines 

at  St.  Louis. 
February  14 — Peoria,  III. — Examiner  Howell: 

8347 — Peoria  Board  of  Trade  vs.  A.  T.  &  S.  F.  et  al. 
February  14 — Chicago,  111. — Examiner  Jewell: 

12038 — Morris  &  Co.  vs.  Director  General. 
February  14 — Jackson,  Miss. — Examiner  Witters: 

12029— MacGowan  Coffee  Co.  vs.  111.  Cent,  et  al. 

February    14 — Houston.    Tex. — Examiner  Mullen: 

*  I.  and  S.  1280  and  1st  supplemental  order — Rail  and  water  rates  froir 

Atlantic   seaboard  territory   to  Texas  points. 
February  14 — Washington,  D.  C. — Examiner  Mackley: 

*  I.  and  S.  1292 — Switching  coal  and  coke  at  Harrisonburg,  Va. 


Interstate    Commerce    Commission    Hearings 
MATTER  OF  UNLOADING  LIVE  STOCK 

(See  Traffic  World,  January  29,  page  242) 

Copies  of  testimony  taken  in  Docket  11966,  heard  at  Chicago,  January  24th,  may  be  had  from  The  State  Law 
Reporting  Company,  Woolworth  Building,  New  York,  Official  Reporters  to  the  Commission.  The  total  charge  will  be 
not  more  than  $20.00  per  copy. 

Transcripts  of  testimony  in  all  cases  may  be  had  at  rate  of  12  %c  per  page,  as  fixed  by  the  Commission. 
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AMERICAN  FLAG 


PASSENGERS 
AND  FREIGHT 


San  Francisco  -Baltimore  Service 

(Freight  Only—  Via  Panama  Canal) 

From  San  Francisco  and  Los  Angeles  to  San  Jose  de  Guatemala, 

La  Libertad,  Corinto,  Balboa,  Cristobal,  Cuban  and 

Porto  Rican  Ports  (Eastbound  only)  ,  Savannah, 

Norfolk  and  Baltimore. 

S.S.  "POINT  LOBOS"  sail*  February  21st 
S.S.  "POINT  JUDITH"  sails  March  3rd 

From   Baltimore  to   Cristobal,   Balboa,   Corinto,   La  Libertad, 

San  Jose  de  Guatemala,  Los  Angeles  and  San  Francisco 

S.S.  "GOLDEN  STATE"  sails  February  ISth 

S.  S.  "GRANITE  STATE"  sails  February  28th 

Trans-Pacific  Service 

"The  Sunshine  Belt  to  the  Orient" 

(Passengers  and  Freight) 
Sailings  from  San  Francisco  every  28  days  by  new  and 

luxurious  ships 

S.S.  "ECUADOR"  S.S.  "VENEZUELA" 

S.S.  "COLOMBIA"  S.S.  "GOLDEN  STATE" 

And  Fortnightly  Sailings  by  EIGHT  Freight  Steamers 
Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila  and  Hongkong 

Manila-East  India  Service 

(Passengers  and  Freight) 

Sailings  from  San  Francisco  monthly  by 

S.S.  "CREOLE  STATE"     S.S.  "WOLVERINE  STATE" 
S.S.  "GRANITE  STATE" 

And  Monthly  Sailings  by  TWO  Freight  Steamers 

Direct  to  Honolulu,  Manila,  Saigon,  Singapore,  Honduras, 

Colombo  and  Calcutta 

Round-the-World  Service 

(Freight  Only) 

S.S.  "WEST  NERIS"  S.S.  "WEST  MINGO" 

S.S.  "EASTERN  IMPORTER" 

Regular  Monthly  Sailings 

San  Francisco,  Honolulu,  Yokohama,  Kobe,  Daircn,    Tientsin, 

Shanghai,  Manila,   Saigon,  Singapore,  Calcutta,  Colombo, 

Bombay,  Alexandria,  Bizerta,  Marseilles,  Barcelona, 

thence  Baltimore,  Norfolk,   Cristobal,  Los  An- 

geles and  San  Francisco  via  Panama  Canal 

Panama  Service 

(Passengers  and  Freight) 

Sailings  from  San  Francisco  every  10  days  by 

SAN  JOSE"    S.S.  "CUBA"    S.S.  "CITY  OF  PARA" 
S.S.  "SAN  JUAN"         S.S.  "NEWPORT" 
To  Mexico,  Central  America  and  Canal  Zone 


S.S. 


Through  Bills  of  Lading  Issued  to  and  from  all  points 
beyond  ports 


The  Pacific  Mail  is  world  renowned  for  excellence  of  its 
service  and  cuisine 

Consult  Our  Offices 

Pacific  Mail  Steamship  Co. 

10  Hanover  Square,  508  California  St.,  400  Exchange  Plao< 

NEW  YORK         SAN  FRANCISCO        BALTIMORE 

Managing  Agent*  V.  S.  Shipping  Board 
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LUCKENBACH  LINES 

Express  Freight  Service 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


New  York 
New  York 


Rotterdam 


Philadelphia  Rotterdam 


Hamburg 

Amsterdam 
Amsterdam 


New     or        (.     p0rt  of  Los  Angeles      San  Francisco 
r  hilaaelpnia  \ 

GENERAL  OFFICES:  44  Whitehall  Street,  New  York 


CHICAGO,  Marquette  Building 

T.  J.  McGEOY 

General  Western  Freight  Agent 


MINNEAPOLIS,  Metropolitan  Life  Building 
C.  H.  DRINKWATER 

Northwestern  Freight  Agent 


Philadelphia 
328  Chestnut  Street 


Los  Angeles 
Central  Building 


St.  Louis 
Pierce  Building 


San  Francisco 
Merchants  Exchange 


Consolidated    Forwarding    Service 

"The  Service  Which  Is  Different' 

"LJERE  is  what  you  have  looked  for  on  your  shipments  of  Machinery,  Automobiles, 
•  Household  Goods  and  Pianos  for  Domestic  points,  and  General  Commodities 

for  Export — what  so  many  other  shippers  have  found — Service,  Speed,  Saving. 

Eleven  offices  from  the  Atlantic  to  the  Pacific,  two  times  eleve'n  years  of  experience  in  supplying  shippers  with  satis- 
factory service  at  carload  rates  plus  a  reasonable  service  charge,  and  also  plus  facilities  and  a  volume  of  business  which  insures 
prompt  shipment.  That's  the  kind  of  freight  forwarding  service  we  are  affording  hundreds  of  shippers,  also  the  kind  of  a  service 
that  you  can't  afford  to  neglect.  So 


aon  t  hesitate 

It-*  c-  er  i  ^*  c-  e= 

investigate,  /Vow;   todays 

General  Offices: 

Old  South  Building,  Boston 
Ellicott  Square,  Buffalo 
Dreitel  Building,  Philadelphia 

203  Dearborn  St.,  Chicago        Woolworth  Building,  New  York 

Union  Trust  Building,  Cincinnati                          Van  Nuys  Building,  Los  Angeles 
Hippodrome  Building,  Cleveland                           Alaska  Building,  Seattle 
Monadnock  Building,  San  Francisco                     13th  and  Kearney  Streets,  Portland,  Ore 
Write  the  Nearest  Office 
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DEMAND  FOR  REDUCED  RATES 
The  first  of  what  may,  perhaps,  be  expected  to  be  a 
series  of  applications  for  general  decreases  in  freight 
rates  has  been  filed  with  the  Interstate  Commerce  Com- 
mission in  a  formal  complaint  by  live  stock  shippers  in 
the  western  district.  A  sad  picture  of  business  condi- 
tions in  their  industry  is  drawn  by  the  applicants  and  a 
strong  plea  is  made  for  reductions  in  freight  charges, 
which  are  represented  as  being  much  too  high  under 
present  circumstances,  even  if  they  were  not  too  high 
when  advanced  by  the  Commission  in  its  decision  in  Ex 
Parte  74. 

It  is  not  our  purpose  to  dispute  these  allegations  in 
the  complaint.  Indeed,  we  recognize  that  the  high  level 
of  freight  rates  is  a  burden  on  some  kinds  of  business 
and  in  some  localities.  The  live  stock  situation  in  the 
West  may  be  a  case  in  point.  We  realize  that  the  great 
rate  problem  now — the  greatest  except  the  wider  and 
all-including  one  of  making  rates  so  that  adequate  reve- 
nue will  be  provided  for  the  carriers — is  that  of  revising 
and  readjusting  rates  so  that  high  charges  will  not  pre- 
vent business  from  moving  and  thus  defeat  their  own 
purpose.  The  railroads  as  well  as  the  shippers  see  this. 
What  can  be  done  or  ought  to  be  done  in  the  western 
live  stock  situation  remains  to  be  seen  after  the  evidence 
is  heard. 

We  wish,  however,  that  this  live  stock  situation 
could  have  been  brought  to  the  attention  of  the  Com- 
mission or  worked  out  with  the  carriers  without  an  at- 
tack on  the  transportation  act  or  the  Commission's  gen- 
eral policy  in  the  administration  of  it.  There  are  things 
in  the  law  that  we  do  not  like  and  there  are,  doubtless, 
flaws  in  the  Commission's  policy ;  but  we  do  not  think 
that  now  is  the  time  to  attack  that  law — except  as  at- 
tack may  be  made  in  a  helpful  and  constructive  way — 
and  to  do  so  in  a  complaint  of  this  sort  removes  that 
complaint — to  the  extent  that  this  line  of  argument  is 


used — from  the  realm  of  the  specific,  placing  it  in  the 
same  category  with  other  general  attacks  on  the  new 
transportation  act  as  a  proper  and  effective  means  of 
securing  adequate  revenue  to  the  carriers.  In  other 
words,  this  kind  of  attack  by  live  stock  shippers  is  the 
kind  that  might  be  made  by  anybody.  It  is  not  an  ar- 
gument for  a  readjustment  of  live  stock  rates  in  the 
West,  but  for  tearing  down  the  transportation  law  of 
the  land. 

Some  of  the  men  who  have  filed  this  complaint  are 
among  our  leading  transportation  thinkers  and  attorneys 
on  the  industrial  side.  We  should  like  to  ask  them  how 
they  would  have  the  transportation  act  amended  to  meet 
the  needs  of  the  situation,  and  what  the  results  of  their 
amendments  would  be,  not  only  on  live  stock,  but  on 
conditions  generally.  We  ask  this,  not  in  the  spirit  of 
criticism,  but  in  the  hope  that  something  constructive 
may  result.  It  is  well  enough  for  a  shipper  who  believes 
his  rates  are  too  high  to  say  that  the  law  is  bad  and 
ought  to  be  changed  so  the  Commission  could  not  per- 
mit such  charges;  but  what  is  to  be  done  about  it?  The 
railroads  must  have  adequate  revenue  if  they  are  to  fur- 
nish proper  transportation.  The  shipping  public  must 
realize  this.  It  is  not  merely  a  question  of  making  money 
for  the  owners  of  the  railroads.  What  is  an  adequate 
revenue  and  how  is  it  to  be  obtained? 


THE  RAILROAD  LABOR  ISSUE 

We  may  be  sadly  lacking  in  vision  and  imagination, 
but  to  us  all  the  talk  that  the  application  of  the  carriers 
before  the  Labor  Board  for  abrogation  of  the  national 
labor  agreements  and  rules  of  working  conditions  ema- 
nates from  "Wall  Street"  and  is  part  of  a  "huge  con- 
spiracy" to  weaken  the  power  of  labor  organizations, 
seems  exceedingly  silly.  We  hope  the  U.  S.  Railroad 
Labor  Board  will  be  as  little  inclined  as  we  are  to  be  led 
astray  by  the  mouth-filling  phrases  of  high-priced  labor 
attorneys  and  demagogic  labor  leaders  and  will  confine 
itself  to  the  only  issue  involved — are  the  agreements  and 
rules  in  question  burdensome  and  unfair?  If  they  are 
so,  they  should  be  abrogated,  whether  the  railroads  need 
the  additional  money  their  abrogation  would  bring,  or 
not.  If  they  are  not,  then  it  is  up  to  the  railroads  to 
give  some  other  reason  for  their  abrogation. 

If  weakening  the  power  of  labor  organizations 
means  to  take  away  from  them  the  power  of  keeping  in 
force  a  set  of  rules  that  are  unjust,  unfair,  and,  in  many 
cases,  absolutely  ridiculous,  merely  that  labor  may  profit 
without  work,  then,  of  course,  the  issue  is  one  of 
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GULF,  MOBILE  £  KOBTHEB> 
BAILHOiD 

AND   CONNECTIONS 


NEW  ORLEANS,  LA. 

The  Port  of  New  Orleans  is  served  by 
the  Gulf,  Mobile  &  Northern  Railroad 
as  an  intermediate  carrier  via  direct 
routes.  While  the  Illinois  Central  Rail- 
road, Louisville  &  Nashville  Railroad 
and  Southern  Railway  System  have 
their  own  lines  from  all  of  the  impor- 
tant gateways  to  New  Orleans,  they 
will  be  glad  to  respect  shipper's  routing 
when  routed  via  "Jackson,  Tennessee, 
and  Gulf,  Mobile  &  Northern  Rail- 
road." 

Other  lines  north  of  the  Ohio  River  are 
co-operating  with  the  Gulf,  Mobile  & 
Northern  Railroad  on  traffic  to  and  via 
New  Orleans. 

If  you  are  using  the  Port  of  New 
Orleans  and  desire  excellent  service, 
such  service  can  be  secured  by  routing 
your  shipments  "via  the  Gulf,  Mobile  & 
Northern  Railroad." 

"The  Road  of  Service" 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 

With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville, 
Connersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lines  Routes. 

I.  A.  SIMMONS,  General  Traffic  Manager  C.  I.  &  W.  R.  R.  Building,  Indianapolis,  Ind.  R.  B.  KINKAID,  Assistant  General  Freight  Agent 

For  information  as  to  Rates,  Routes,  Service,  etc.,  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  have 


. 


__ 

.  »•    i.^;   BJu,ildin£>   Indi»n»P»»'.    I 
Bench  Building.  KwfalrftM,  111. 

i«?  »  A.rcmd«  Bu»<l'«'*.   St.   Loun.  Mo. 
lt7  B   [lw**  Eichang.,  Kansas  City,  Mo. 


General  Agents  : 
201    Mercantile    Building.    Cincinnati,    Ohio. 

337  MarquetU  Bldg..  Chicago 
312   Park  Bldg.,  Pittsbnrgh,  Pa. 
41  PorUr  Bldg.,  Memphis.  Tenn. 


1210    Barclay   Bid*..    New    York 

728   Monadnock  Bldg.,  San   Francisco,   Calif. 

509  Wesley-Roberts  Bldg.,  Los  Angeles,  Calif. 

514  Colman  Bldg.,  Seattle,  Wash. 
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uln-tlier  tlu-  power  nf  labor  sliall  be  broken.  IJut.  as  we 
it.  and  a-  we  hope  the  Labor  Hoard  will  see  it,  and 
il  ought  to  lie  seen  li\  everybody,  the  issue  is  merely 
of  justice  and  fairness  without  regard  to  whethcr 
the  railroads  need  the  additional  revenue  that  would  re- 
sult from  their  winning,  or  whether  the  men  will  get 
lc~-  compensation  if  they  lose.  So  far  a^  the  real  ques- 
tion is  concerned,  it  makes  no  difference  whether  the  ap- 
plication of  the  carriers  emanated  from  Wall  Street  or 
from  -.mie  other  street.  We  don't  know  whether  J.  Pier- 
]iont  Morgan,  I'"..  11.  (iary,  John  1).  Rockefeller,  and  all 
the  other  men  who  ought  to  be  shot  for  having  money, 
are  a  party  to  this  wicked  conspiracy  to  bring  about  a 
return  to  pre-war  sanity  or  not.  and  we  don't  care.  We 
don't  know  whether  "Big  Tim"  Murphy,  "Umbrella 
Mike"  Boyle,  and  all  the  other  unhanged  Chicago  labor 
crooks  and  gunmen  are  with  the  railroad  brotherhoods 
in  lighting  the  conspiracy  or  not,  and  we  don't  care.  The 
question  is  not  who  asks  and  who  opposes  or  what  clever- 
tongued  orators  are  employed  to  make  black  seem  white 
or  the  worse  appear  the  better  reason  ;  it  is  what  is  right 
and  what  is  wrong.  That  is  usually  a  simple  question 
in  answer.  As  a  matter  of  fact,  the  board  need  not  even, 
in  answering  it,  try  to  determine  whether  the  finances 
of  the  carriers  are  in  bad  condition.  Rich  or  poor,  they 
ought  not  to  be  pestered  by  rules  that  have  no  justice  or 
reason  behind  them. 

There  is  more  or  less  ignorance  as  to  just  what  spe- 
cific questions  are  confronting  the  Labor  Board  for  set- 
tlement and  just  what  the  so-called  national  agreements 
and  working  rules  are.  It  may  be  well  to  illustrate. 
Following  are  two  instances — chosen  at  random — cited 
in  the  recent  hearings  before  the  Labor  Board  to  show 
how  the  railroads  are  compelled  to  pay  large  sums  for 
time  not  spent  by  workmen  in  productive  labor: 

On  the  Cincinnati,  Indianapolis  and  Western  Railroad  a 
mechanic  was  required  to  make  a  trip  to  an  outside  terminal 
for  work  which  required  about  one  hour's  time.  The  man  slept 
at  the  terminal  all  night,  but  on  his  return  to  his  home  station 
claimed  time  and  a  half  and  double  time  for  the  period  covered 
by  his  absence,  causing  the  railroad  company  to  pay  him  $34.84 
for  one  hour's  actual  work. 

Chicago,  Great  Western  Railroad:  A  wrecking  crew  arriv- 
ing back  at  its  home  station  two  days  after  it  had  left  to  clean 
up  a  wreck,  put  in  claims  for  time  and  a  half  and  double  time 
for  the  night  period  when  it  was  not  working,  and  not  with- 
standing that  the  wrecking  outfit  was  equipped  with  sleeping 
and  dining  facilities  and  the  men  were  free  to  rest,  sleep,  or 
t'nt  from  9  p.  m.  to  7  a.  m.,  they  claimed  and  were  paid  a  total 
of  18  hours  and  30  minutes  pay,  representing  time  while  they 
were  performing  no  work. 

These  examples  illustrate  the  practical  workings  of 
l\ule  No.  6  of  the  labor  agreements  which  the  railroads 
are  seeking  to  have  abrogated.  This  rule  provides : 

All  overtime outside  of  bulletin  hours,  up  to  and  in- 
cluding the  sixteenth  hour  of  service  in  any  one  24-hour  period, 
computed  from  the  starting  time  of  the  employe's  regular  shift, 
shall  be  paid  for  at  the  rate  of  time  and  one  half,  and  thereafter 
at  the  rate  of  double  time,  up  to  the  starting  time  of  the  em- 
ploye's regular  shift. 

The  railroads  object  to  this  rule,  not  because  they 
are  unwilling  to  pay  for  overtime,  but  because  the  rule. 
a>  written,  covers  a  variety  of  conditions  for  which  over- 
time pay  is  not  warranted,  the  unreasonableness  of  the 
rule  being  shown  in  the  examples  cited. 

Three  employes  of  the  Pere  Marquette  Railroad  re- 
ceived  back  pay  totaling  $9,333  merely  because  their 
titles  were  changed  from  "pumpers"  to  "electricians." 


For  the  same  rea-on  the\  al>o  n-ceived  a  large  increase 
in  pay,  although  they  continued  to  perform  precisely  the 
same  work.  The  circumstances  of  the  case  a^  stated  in 
the  records  of  the  Labor  Board  hearings  are  as  follows: 

Before  November  4,  1!)18,  two  attendants  were  employed  at 
a  small  power  plant  at  Baldwin,  Michigan.  They  were  paid  at 
the  rate  of  $84  and  $6(J  per  month.  On  the  date  stated  a  third 
man  was  employed  to  be  put  to  work  on  eight-hour  shifts,  the 
pay  being  increased  to  $90  for  one  man  and  $80  for  the  other 
two. 

These  men  had  always  been  classed  as  pumpers,  and  had 
no  knowledge  of  electrical  matters  prior  to  their  employment 
at  this  point;  they  could  not  qualify  as  electricians  for  any  work 
except  as  attendants  at  this  particular  station.  Their  principal 
duties  were  to  keep  the  machinery  oiled,  start  and  stop  the 
water  wheels  and  keep  watch  that  no  break-down  occurred. 

Under  rule  141,  of  shopcraft  agreements,  which  the 
railroads  are  seeking  to  have  abrogated,  these  men 
claimed  to  be  entitled  to  pay  as  motor,  generator,  sub- 
station attendants  and  switchboard  operators.  The  de- 
cision rendered  by  the  Director-General  not  only  awarded 
back  pay,  but  fixed  the  compensation  of  these  men  in 
the  future  at  the  rate  of  72  cents  an  hour  for  one  man, 
and  68  cents  an  hour  for  the  other  two  men,  making  the 
total  to  be  paid  for  their  services  more  than  the  value 
of  the  water  pumped  and  the  current  generated  at  this 
station. 

Not  all  of  the  hundreds  of  cases  cited  before  the 
Labor  Board  are  as  clear  and  definite,  perhaps,  as  these, 
but  we  submit  that  what  the  board  must  decide  is 
whether  such  rules  ought  to  be  continued  arbitrarily 
merely  because  the  men  want  them  and  to  abrogate 
them  would  mean  less  compensation  for  the  men.  We 
insist  that  the  question  is  one  neither  of  whether  the 
roads -need  more  revenue  (though,  naturally,  they  urge 
their  needs  in  making  their  argument)  or  of  whether  the 
men  are  getting  too  much  or  too  little  compensation, 
generally  speaking.  When  one  man  owes  another  bor- 
rowed money  the  need  of  the  lender  has  nothing  to  do 
with  the  obligation  of  the  borrower  to  pay,  nor  does  the 
financial  embarrassment  of  the  borrower  relieve  him 
of  obligation.  The  matter  is  purely  one  of  right  and 
wrong.  To  us,  the  task  of  the  Labor  Board  seems  simple, 
aside  from  the  physical  labor  of  examining  the  rules  and 
the  evidence  as  to  their  working.  Perhaps  it  would  be 
more  accurate  to  say  that  the  issue  seems  simple.  It 
is  merely  to  determine  whether  the  rules  are  unjust  and 
so  should  be  abrogated,  leaving  such  matters  to  nego- 
tiation between  the  individual  railroads  and  their  men,  as 
in  pre-war  days.  It  is  not  to  determine  whether  the 
revenues  of  the  carriers  are  sufficient  or  whether  the 
men  are  getting  a  higher  or  a  lower  wage  than  they 
should  have.  A  lower  wage  than  the  times  and  condi- 
tions warrant  does  not  justify  a  railroad  shopman  adopt- 
ing a  piece  of  gas  pipe  and  a  black  mask  as  the  tools  of 
his  avocation.  Neither  does  the  need  for  railroad  reve- 
nue justify  oppression,  by  the  railroad  executives,  of  the 
"downtrodden  workingman." 

So  far  the  failure  of  the  attempt  of  the  men  to  trans- 
fer the  settlement  of  the  question  to  President  Wilson 
is  concerned,  we  see  little  cause  for  the  laudation  of  the 
President  for  his  action  in  leaving  the  matter  where  it 
belongs.  He  could  do  nothing  else.  He  knows  nothing 
of  the  merits  of  the  case  and  could  know  nothing  worth 
while  without  going  through  the  mass  of  evidence. 
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Moreover,  he  is  without  power  to  act.  The  Labor  Board 
is  the  duly  constituted  body  to  deal  with  the  question 
and  we  do  not  know  what  the  President  could  do,  if  he 
wished,  except,  perhaps,  to  use  his  influence.  It  is  a 
question  how  powerful  any  such  influence  might  be. 
Probably  it  would  amount  to  little.  We  see  nothing  in 
his  reply  except  the  sensible  and  obvious  action  of  a 
man  who  knew  he  had  nothing  to  do  with  the  matter 
involved  and  was  content  to  leave  it  where  it  belonged. 
If  we  had  been  in  the  midst  of  a  campaign  and  President 
Wilson  or  somebody  he  favored  were  a  candidate  for 
election,  politics  might  have  induced  him  to  intervene. 
But  he  would  have  been  wrong  in  intervening. 

The  Labor  Board's  decision  on  the  petition  of  the 
railroads  for  an  immediate  decision  in  their  favor,  on 
the  ground  that  they  need  the  money,  would  seem  to 
indicate  that  the  board  takes  our  view  that  the  question 
is  not  one  of  whether  someone  needs  money,  but  of  the 
justice  or  injustice  of  the  rules.  Perhaps  the  board,  in 
view  of  the  financial  needs  of  the  carriers,  is  taking  more 
time  than  it  should  to  determine  this  matter,  but  it  has 
the  right  view  of  what  the  question  is. 


CAR  SERVICE  AT  BENTON  MINES 

Whether  the  fact  that  a  railroad  has  reciprocal  arrangements 
with  other  railroads  to  serve  some  mines  in  a  certain  territory 
and  makes  no  attempt  to  obtain  like  pivileges  at  other  mines 
constitutes  unjust  discrimination  seems  to  be  the  point  in  issue 
in  Docket  No.  11984,  hearing  on  which  was  held  before  Exam- 
iner Bronson  Jewell  in  Chicago,  February  10.  The  complaint 
alleges  that  the  Chicago,  Burlington  &  Quincy  serves  mines 
in  Franklin  County,  Illinois,  in  which  county  the  two  mines  of 
the  complaining  company  are  located,  and  does  not  serve  the 
complaining  company's  mines,  though  its  cars  pass  over  the 
Illinois  Central  tracks  within  three  miles  of  them.  It  further 
alleges  that  many  other  mines  in  the  southern  Illinois  mining 
district  are  served  by  railroads  on  whose  direct  lines  they  are 
not  located  and  that  hauls  are  made  over  the  rails  of  competing 
carriers  by  the  payment '  to  them  of  switching  charges.  The 
Commission  is  asked  to  order  one  of  the  three  railroads  which 
now  serve  the  complainant's  mines  to  allow  the  Burlington  to 
use  its  tracks,  and  to  order  the  Burlington  to  give  the  same 
service  to  these  mines  that  it  gives  to  other  mines  in  the  vicinity. 

R.  H.  May,  secretary  of  the  Retail  Coal  Bureau  of  Chicago, 
took  the  stand  in  behalf  of  the  Benton  Coal  Mining  Company. 
He  said  it  was  figured  that  some  kind  of  service  arrangement 
with  the  C.  B.  &  Q.  would  aid  the  Benton  mines  in  times  of 
car  shortage,  that  it  would  give  these  mines  access  to  some 
territories  by  more  direct  routes,  and  that  it  would  give  the 
complainants  more  advantageous  rates  to  Wisconsin  and  Iowa 
points  on  fine  coal.  He  stated,  however,  that  the  main  reason 
for  the  filing  of  the  complaint  was  the  desire  on  the  part  of 
the  Benton  mines  to  participate  in  the  car  supply  of  an  addi- 
tional carrier.  He  introduced  numerous  exhibits  outlining  the 
car  situation  in  southern  Illinois  during  the  open-top  car  short- 
age of  early  1920,  but  admitted,  on  cross-examination,  that  the 
present  car  supply  at  these  mines  was  adequate,  as  provided 
by  the  Illinois  Central,  the  Chicago  &  Eastern  Illinois  and  the 
Missouri  Pacific.  He  introduced  lists  which  purported  to  show 
the  names  and  locations  of  the  mines  to  which  the  four  carriers 
involved  have  reciprocal  or  other  arrangements  for  approaching 
over  rails  not  their  own.  The  witness  stated  that  the  com- 
plainants had  .no  particular  preference  as  to  the  line  of  the 
present  carriers  over  which  they  desired,  the  C.  B.  &  Q.  to  serve 
their  mines.  He  pointed  out  that  the  alleged  discrimination 
against  the  Benton  mines  by  the  failure  of  the  C.  B.  &  Q.  to 
render  service  to  them  was  aggravated  by  the  fact  that  the 
mines  served  by  It  had  more  cars  in  times  of  shortage,  and 
hence  could  put  in  more  working  time,  so  drawing  men  away 
from  Benton  and  lowering  production  costs  in  these  mines. 

Attorney  Frank  Crozier,  for  the  Benton  company,  called  on 

i..  J.  Maloney,  vice-president  of  the  company,  to  testify  as  to 

the  relative  dependability  of  the  car  supply  on  the  various  roads 

He  said  he  considered  the  supply  of  the  C.  B.  &  Q.  far  better 

than  the  others.     "We  would  be  perfectly  willing,"  he  said    "to 

Tade  the  service  of  any  one  of  the  lines  which  now  serves  us 

for  direct  connections  with  the  C.  B.  &  Q."     He  called  attention 

that  the  granting  of  the  prayer  of  the  Benton  com- 

my  by  the  Commission  would  not  call  for  the  expenditure  of 

any  capital. 


On  cross-examination  the  witness  was  asked  by  A.  P.  Hum- 
burg,  attorney  for  the  Illinois  Central,  whether  he  would  con- 
sider the  alleged  discrimination  removed  if  the  C.  B.  &  Q.  were 
to  take  service  away  from  the  competing  mines.  The  witness 
replied  that,  while  such  action  would  no  doubt  remove  the  dis- 
crimination, it  was  the  request  of  the  complainant  to  have  the 
discrimination  removed  constructively  rather  than  destructively. 
Figures  were  introduced  which  the  witness  said  showed  that 
out  of  a  possible  1,232  working  hours  in  the  first  six  months 
of  1920,  Benton  mines  1  and  2  operated  only  a  total  of  388  and 
392  hours,  respectively.  "While  we  do  not  contend,"  he  saidr 
"that  the  operating  hours  were  held  to  these  low  figures  solely 
on  account  of  the  lack  of  cars,  we  do  contend  that  car  shortage 
was  the  main  factor." 

The  principal  witness  for  the  defense  was  B.  J.  Rowe,  coal 
traffic  manager  of  the  Illinois  Central.  He  described  how  the 
I.  C.  originally  came  to  serve  the  Orient  and  the  West  mine 
over  the  C.  B.  &  Q.  tracks.  The  witness  said  these  arrange- 
ments were  made  in  1914,  when  the  I.  C.  was  seeking  use  for 
7,000  open-top  cars  built  the  previous  year.  After  a  survey  had 
been  made,  he  said,  and  it  had  been  decided  to  build  tracks, 
to  these  two  mines,  it  was  discovered  that  the  C.  B.  &  Q.  desired 
to  make  arrangements  to  serve  the  Logan  mine,  to  which  the 
I.  C.  had  tracks.  An  agreement  was  finally  made,  according  to 
Mr.  Rowe,  whereby  an  exchange  was  effected  on  a  car  for  car 
basis.  He  said  that  even  at  present  a  settlement  of  $3  a  car 
was  made  when  the  movement  was  checked  up  each  month. 
He  said  he  knew  of  no  trade  which  the  I.  C.  cared  to  make 
with  the  C.  B.  &  Q.  at  present  so  as  to  allow  it  to  come  into- 
the  Benton  mines.  The  witness  pointed  out  that  some  of  the 
complainant's  exhibits  were  misleading,  because  they  showed 
the  I.  C.  approaching  other  mines  over  tracks  not  its  own.  He 
said  that  in  many  of  these  instances  the  exhibits  indicated 
mines  where  the  only  part  of  the  haul  not  performed  by  the 
I.  C.  was  for  a  distance  of  from  200  to  300  feet  from  the  mine 
shaft.  Here,  he  said,  it  was  impracticable  to  build  two  tracks 
and  the  I.  C.  shared  in  the  labor  and  maintenance  of  the  spurs 
which  were  the  property  of  the  original  carrier.  The  witness 
stated  that,  in  his  opinion,  any  arrangement  with  the  C.  B.  &  Q. 
to  allow  that  road  to  serve  the  Benton  mines  would  mean  extra 
switching.  This,  he  said,  would  delay  equipment  and  so  actu- 
ally aggravate  the  car  shortage  at  those  mines  and  others. 
Mr.  Crozier  asked  the  witness  whether  the  same  would  not  apply 
to  other  mines,  to  which  he  replied  in  the  affirmative,  but  added; 
that  "two  wrongs  do  not  make  a  right." 

The  attorney  for  the  complainants  also  took  exception  to 
the  witness's  statement  that  while  some  rates  on  the  C.  B.  &  Q. 
were  lower  than  on  the  I.  C.,  others  were  lower  on  the  I.  C. 
than  on  the  C.  B.  &  Q.  Quizzed  on  this  point,  the  witness  said 
he  could  not  remember  any  definite  case.  The  witness  also 
admitted  that  the  mine  served  by  both  carriers  would  have  the 
advantage  of  being  able  to  pick  the  low  rates  on  both. 

A  transcript  of  the  evidence  in  No.  11859,  Franklin  County 
Mining  Company  vs.  C.  B.  &  Q.,  in  which  the  issue  was  alleged 
to  be  the  same  as  in  the  present  case,  was  introduced  as  a 
defendant's  exhibit. 

W.  H.  Haley,  superintendent  of  transportation  for  the  Car 
Service  Bureau,  testified  that  the  Benton  mines  had  always 
received  their  proper  portion  of  open-top  cars.  He  introduced 
figures  to  show  that  the  percentage  of  the  amount  ordered  was 
as  high  at  the  Benton  mines  as  at  any  of  the  others,  except 
those  that  provided  coal  for  railroads  and  public  utilities,  where 
additional  cars  were  furnished  in  accordance  with  the  order  of 
the  Commission.  He  also  introduced  as  evidence  the  tentative 
report  of  the  examiner  in  No.  11633,  Ridge  Coal  Company  vs. 
M.  P.  et  al.,  as  printed  in  The  Traffic  World,  January  22,  1921, 
page  167. 

The  testimony  of  the  first  two  witnesses  was  largely  re- 
peated by  R.  B.  Battey,  coal  traffic  manager  of  the  C.  B.  &  Q. 
He  said  the  position  of  his  road  was  that  it  served  the  mines 
direct,  even  though  it  approached  them  over  the  tracks  of 
another  carrier.  The  fact  that  this  movement  was  made  under 
contract  to  pay  one-half  the  taxes  on  the  trackage  used,  and  a 
proportion  of  the  cost  of  maintenance  in  accordance  with  the 
number  of  cars  moved,  was  considered  by  the  C.  B.  &  Q.  as 
making  it  a  joint  owner  of  the  track,  in  effect,  the  witness  said. 
He  said  that  the  C.  B.  &  Q.  had  never  entered  into  any  arrange- 
ments whereby  switching  charges  were  absorbed  for  this  service. 

H.  G.  Herbel,  general  counsel  for  the  Missouri  Pacific, 
placed  on  the  stand  C.  C.  R.  Rousch,  assistant  freight  traffic 
manager  for  that  line  at  St.  Louis.  Mr.  Rousch  sketched  a 
history  of  the  entrance  of  the  M.  P.  into  the  southern  Illinois 
coal  fields,  and  stated  that  conditions  at  the  present  time  were 
much  different  from  those  when  it  came  in  fifteen  years  ago. 
He  said  his  line  did  not  care  to  enter  into  any  more  arrange- 
ments such  as  were  made  at  that  time,  especially  with  the 
C.  B.  &  Q.,  because  that  line  served  territory  almost  identical 
with  a  part  of  that  served  by  the  M.  P.,  and  a  reciprocal  arrange- 
ment would  amount,  in  effect,  to  self-competition. 

Both  parties  asked  for  oral  argument  before  the  Commis- 
sion. Briefs  were  ordered  in  Washington  by  March  12  by  the- 
examiner. 
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Farmer  and  Laborer  on  Opposite  Sides. — In  the  event  at- 
tempts at  legislation  with  regard  to  the  railroads  results  in 
the  drawing  of  lines,  it  is  believed  the  line  will  be  between 
senators  and  representatives  specializing  as  spokesmen  for  the 
i  a  inier,  and  those  posing  as  spokesmen  for  the  "down-trodden" 
manual  laborer  and  the  "oppressed"  clerical  worker  on  the  rail- 
roads. The  prospective  position  of  the  railroad  executive,  at 
i his  time,  is  hard  to  define.  The  executive  will  be  In  a  difficult 
position.  The  rates  that  have  come  under  attack  as  being  too 
high  to  permit  traffic  to  move  were  put  in  on  the  showing  made 
hy  the  executives,  who  used  the  figures  prepared  by  the  traffic 
and  transportation  men.  They  used  them  as  if  the  question 
were  one  of  mathematics  and  a  definite  belief  that  the  only 
way  to  meet  the  situation  would  be  to  assume  that  the  freight 
moving  from  that  time  forward  would  be  able  to  stand  an  in- 
crease in  the  rates  sufficient  to  bring  the  volume  of  money 
up  to  the  sum  needed  to  pay  expenses  and  leave  enough  over 
to  yield  a  return  of  six  per  cent  on  the  property  devoted  to 
transportation.  Now  the  payers  of  rates  come  along,  averring 
that  commodity  prices  have  receded  to  such  an  extent  that  the 
prices  realized  for  them,  in  some  cases,  are  less  than  the  charges 
made  for  transporting  to  market.  Rates,  they  say,  must  come 
down.  The  executives,  thus  far,  have  thought  of  no  remedy  for 
the  condition  other  than  abolition  of  the  national  agreements 
with  ten  unions  inherited  by  the  railroad  corporations  from  the 
Railroad  Administration,  the  theory  being  that,  by  abolition  of 
the  agreements,  $300,000,000  a  year  can  be  saved  by  dispensing 
with  the  services  of  unnecessary  employes  and  the  payment  of 
overtime  to  the  necessary  ones.  The  assertions  of  the  execu- 
tives, it  is  believed,  will  make  an  appeal  to  the  men  who  special- 
ize as  the  friend  of  the  farmer.  It  is  the  only  definite  thing 
that  has  been  proposed.  Labor  leaders,  it  is  admitted,  may 
succeed  in  befogging  the  issue  so  as  to  make  it  appear  that 
the  executives  are  proposing  to  cut  the  rates  of  wages,  instead 
of,  as  they  allege,  merely  to  eliminate  the  unnecessary  em- 
ployes and  the  unnecessary  overtime.  In  the  prospective  case, 
the  farmers  and  the  manual  laborers,  instead  of  being  on  the 
same  side,  will  be  in  opposition  to  each  other.  The  labor  lead- 
ers, when  they  tried  to  organize,  or  did  organize,  their  political 
campaign,  assured  the  country  that  the  farmer  and  the  union 
men  would  make  common  cause  against  the  rest  of  the  com- 
munity, on  the  theory  that  the  community  was  not  paying  them 
enough  for  their  services.  It  will  probably  be  regarded  as  un- 
fortunate, by  the  labor  leaders,  that  the  farmers,  so  soon  after 
the  national  election,  have  manifested  a  disposition  to  kick  over 
the  arrangement  proposed  for  them,  or  unfortunate  that  the 
high  rates,  forced,  in  part,  by  the  exactions  of  the  unions,  should 
first  have  plagued  the  farmers  instead  of  some  other  class  of 
the  community. 


serious  harm  would  be  done  to  our  national  Intercuts.    How  the 
two  things  are  to  be  harmonized   has  not  yet  been  Indicated. 


Subsidy  for  Gold  Production. — Even  gold,  the  king  of  com- 
paratively common  metals,  has  been  forced  to  become  a  mendi- 
cant, as  a  result  of  the  world  war.  There  is  a  definite  move 
afoot  to  subsidize  the  production  of  gold,  even  as  once  the 
country  subsidized  the  production  of  sugar.  The  price  of  gold 
is  so  low  that  men  will  no  longer  search  for  it.  Mines  are 
shutting  down  because,  when  the  gold  has  been  found,  the  mint 
value  is  often  less  than  the  cost  of  obtaining  it.  Therefore,  the 
American  Mining  Congress  is  proposing  that  Congress  authorize, 
for  five  years,  the  payment  of  a  premium  of  $10  an  ounce  to 
every  man  who  shall  bring  an  ounce  of  the  metal  to  the  Treasury 
and  that  the  Treasury  put  an  excise  tax  of  $10  an  ounce  on 
all  gold  used  in  articles  of  foreign  or  domestic  manufacture 
sold  in  the  United  States.  The  mint  price  of  gold,  for  coinage 
purposes,  would  be  left  at  $20.67  an  ounce  and  the  same  amount 
of  gold  would  be  put  into  the  coins  as  at  present.  The  proposal 
is  likely  to  provoke  a  resumption  of  the  argument  that  convulsed 
the  country  in  1896,  especially  in  view  of  the  fact  that,  in  sup- 
port of  the  proposition,  it  is  asserted  that  France  has  had  a 
tax  on  gold  used  in  articles  of  commerce  ever  since  1873.  That 
Is  the  year,  according  to  those  who  believed  in  the  free  coinage 
of  silver  at  the  ratio  of  16  to  1,  that  the  crime  of  silver's  de- 
monetization was  accomplished.  This  proposal  to  subsidize  the 
production  of  gold  is  based  on  the  fact  that  the  production  in 
the  United  States,  in  1920.  was  only  $49,509,000  in  comparison 
with  $96,269,000  in  1910.  That  smaller  amount,  it  is  argued,  Is 
not  enough  to  safeguard  the  gold  standard  In  this  country.  It 
is  pointed  out  that  while  the  world's  funded  debt  was  increased 
by  the  world  war  from  43  to  300  billions  the  supply  of  gold  has 
actually  been  falling.  With  debts  increased,  the  means  of  pay- 
ing them  have  actually  decreased,  is  the  thought  put  forward. 
Engineers,  naturally,  object  to  having  mines  closed.  Yet  it  is 
recalled  that  less  than  two  years  ago  fears  were  expressed  that 
the  stock  of  gold  coming  to  the  United  States  was  so  great  that 


Government  Regulation  of  Industry. — Government  regulation. 
it  IB  feared  by  many  of  its  advocates,  is  being  slain  In  the  houses 
of  its  friends.  Here  is  the  national  organization  of  miners  ob- 
jecting to  the  passage  of  the  Calder  coal  regulation  bill.  The 
miners  have  joined  several  other  elements  of  Americans  who 
think  it  is  about  time  to  call  a  halt  on  the  government  poking 
into  everything,  frequently  to  the  hurt  of  those  intended  to  be 
benefited.  The  miners  object  to  the  proposed  regulation  because 
they  think,  from  experience,  that  government  regulation  will 
mean  also  the  regulation  of  labor  unions.  They  do  not  want 
anything  of  that  kind.  Objection  by  labor  unions  to  regulation 
is  something  strange  and  unusual.  They  have  long  traveled 
with  the  uplift,  perhaps  on  the  theory  that  laws  for  the  regula- 
tion of  the  "other  fellow"  should  never  be  used  for  the  regulation 
of  the  regulator.  The  anti-trust  laws  were  fine,  in  the  estima- 
tion of  the  labor  leaders,  until  a  judge  said  that  a  strike  of 
dock  laborers  was  just  as  much  a  violation  of  the  law  against 
conspiracies  in  restraint  of  trade  as  the  out  and  out  trust  agree- 
ments that  manufacturers  had  made  before  the  Sherman  law 
was  enacted.  To  get  rid  of  the  anti-trust  laws,  the  union  lead- 
ers had  legislation  enacted  exempting  from  its  operations  the 
restraints  that  might  be  put  on  trade  by  organizations  of  farm- 
ers or  union  laborers.  The  farmer  was  put  into  the  category 
of  those  who  wanted  license  to  disregard  the  statute  because 
the  farmer  is  supposed  to  vote  as  a  unit  and  sometimes  he 
organizes  a  co-operative  selling  agency  which  might  be  accused 
of  trying  to  raise  prices. 


Chamber  of  Commerce  for  Private  Management. — The  Cham- 
ber of  Commerce  of  the  United  States  has  come  out  in  opposition, 
not  only  to  the  Calder  coal  regulating  bill,  but  also  against  the 
Gronna  bill  creating  a  Federal  Live  Stock  Commission  to  regu- 
late packers  and  operators  of  stock  yards.  It  has  not  only  come 
out  in  opposition  to  those  bills,  but  has  announced  its  purpose 
to  make  a  vigorous  fight  against  them,  not  because  it  loves  the 
packers  or  the  coal  mine  operators,  but  because  it  loves  the 
theory  of  private  ownership  and  management  of  property.  It 
opposes,  on  principle,  the  Russian  or  communistic  idea  of 
"nationalization,"  or  an  overhead  management  of  everything  by 
and  from  Washington.  In  the  old  days,  the  same  idea  that  the 
chamber  is  believed  to  be  trying  to  get  across  was  expressed 
in  the  declaration  that  that  government  is  best  which  governs 
least,  or  in  the  still  older  saying  that  the  wind  and  the  rain 
may  enter  the  house  of  the  Anglo-Saxon,  but  the  king  of  England 
never,  except  on  invitation  from  the  subject.  In  the  course  of 
the  debate  it  may  be  brought  out  that  the  Gronna  bill  is  so 
contrary  to  the  idea  that  the  Interstate  Commerce  Commission 
has  been  trying  to  get  across,  that  it  commands  shippers  to 
provide  railroads  and  facilities  of  transportation.  In  the  indus- 
trial and  tap  line  cases  the  Commission  has  been  trying  to  keep 
shippers  out  of  the  transportation  business,  while  Gronna  is 
trying  to  force  them  into  it.  There  are  those  who  think  that  is 
almost  as  foolish  as  the  idea  of  the  Federal  Trade  Commission 
and  the  Department  of  Justice  that  meat  packers  should  be  kept 
out  of  the  grocery  business,  which  they  think  is  the  quintessence 
of  foolishness  because  nearly  every  retail  grocer  is  also  a  re- 
tailer of  meat,  and  that  kind  of  retailing  seems  to  be  pleasing 
to  the  consumer. 


Waste  by  Railroad  Administration. — A  fair  sample  of  the 
waste  and  foolishness  that  might  be  expected  under  government 
supervision  and  operation  of  industry,  it  may  be  suggested,  is 
furnished  by  the  policy  of  the  Railroad  Administration,  of  fight- 
ing every  complaint  by  a  shipper.  A  fair  illustration  of  what 
that  policy  causes,  it  is  suggested,  may  be  found  in  No.  11440, 
Swift  &  Co.  vs.  Director-General,  as  agent,  reported  elsewhere 
in  this  issue.  The  rate  charged  was  higher  than  that  to  a  more 
distant  point.  The  tariff  contained  appropriate  reference  to 
rule  77.  Prior  to  the  shipment,  the  complainant  had  asked  for 
a  rate  as  low  as  the  one  applicable  in  the  reverse  direction.  It 
had  not  complied  with  the  technical  requirement  that  application 
be  made  for  the  establishment  of  the  lower  rate  on  one  day's 
notice.  It  had,  however,  done  something  to  apprise  the  carrier 
that  a  movement  of  traffic  was  likely — namely,  asked  for  a  rate 
lower  than  the  one  rule  77  would  have  given.  Notwithstanding 
these  facts,  the  Railroad  Administration  fought  the  case  to  a 
decision  by  the  Commission.  A  railroad  corporation.  It  has  been 
suggested,  would  not  have  permitted  the  waste  of  money  en- 
tailed by  fighting  such  a  case.  The  fight  meant  that  Ross  D. 
Rynder  had  to  make  at  least  one  trip  to  Washington  and  prob- 
ably one  trip,  with  witnesses,  to  the  place  of  hearing.  The  man 
who  buys  meat  must  pay  for  that  waste  of  money  forced  on 
the  packer.  He  must  also  pay  the  cost  entailed  by  the  traveling 
of  Frank  Gwathmey,  for  the  Railroad  Administration.  Lawyers 
working  for  the  government  have  often  been  accused  of  spend- 
ing money  in  litigation  of  no  more  merit  than  the  ordinary  man 
would  be  able  to  perceive,  it  is  believed,  in  this  case.  Unless 
there  is  an  attorney-general  who  takes  a  broad  view  of  disputes 
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between  the  government  and  the  private  citizen,  subordinates 
will  carry  on  fights  that  are  not  worth  what  they  cost,  because 
nothing  other  than  pride  of  opinion,  or  an  inelastic  rule,  is 
involved. 

New  England  Coal  Divisions. — Attorney-Examiner  Charles  F. 
Gerry,  by  means  of  questions  from  the  bench,  in  the  New  Eng- 
land division  case,  created  a  mystery  for  which  no  one  has  found 
the  answer.  He  called  attention  to  the  fact  that  of  the  34,000,- 
000  tons  of  freight  interchanged  between  the  New  England  and 
trunk  lines,  14,000,000  are  coal,  yet  not  a  word  about  divisions 
on  that  large  percentage  of  the  traffic  was  offered  by  the  com- 
plaining roads.  Gerry  asked  questions  about  that  several  times. 
Attorney  Choate,  for  the  New  England  roads,  said  it  was  true 
that  no  testimony  had  been  offered  in  support  of  a  request  for 
larger  divisions  on  coal,  and  stopped  there.  The  trunk  lines 
did  not  take  a  cue  from  what  Gerry  asked,  so  the  case  was  closed 
without  any  indication  as  to  what  Gerry  had  in  his  mind  or  why 
the  parties  to  the  case  ignored  so  large  a  part  of  the  tonnage. 

A.  E.  H. 


tions.    The  Central  of  New  Jersey  is  one  of  the  roads  which  the 
New  England  roads  have  asked  to  increase  divisions  to  them. 


NEW  ENGLAND  DIVISIONS 

The  Traffic  World  Washington  Bureau 

Economists  who  have  often  presented  the  railroad  side  of 
controversies  between  shippers  and  carriers  were  the  principal 
actors  in  the  resumption,  February  7,  of  the  taking  of  testimony 
in  the  New  England  division  case,  technically  known  as  No. 
11756,  Bangor  &  Aroostook  et  al.  vs.  Aberdeen  &  Rockfish  et  al. 
Prof.  W.  J.  Cunningham,  of  Harvard,  was  put  on  the  stand  by 
the  New  England  carriers  to  offer  testimony  in  rebuttal  to  the 
testimony  of  Chairman  Williams,  of  the  Wabash.  When  he  had 
finished  his  rebuttal  H.  G.  Newcomb  cross-examined  him,  some- 
times with  questions  prepared  by  Mr.  Williams,  who  was  among 
the  spectators.  At  times  the  cross-examination  went  to  such 
lengths  that  Mr.  Cunningham  protested  that  the  question  was 
not  a  fair  one  because  it  was  based  on  what  he  was  supposed 
to  have  testified  without  giving  him  any  of  the  context  so  that 
he  might  know  in  what  connection  he  had  said  what  was  being 
quoted.  At  one  point  he  asked  Mr.  Newcomb  to  let  him  see  the 
notes  from  which  Newcomb  was  reading.  Mr.  Newcomb  re- 
fused. Mr.  Cunningham  said  he  had  asked  to  be  allowed  to  see 
the  notes  because  he  said  he  had  loaned  his  notes  to  Mr.  New- 
comb. 

"Why  do  you  object?"  asked  Attorney-Examiner  Gerry. 

"Because  I  am  cross-examining  him." 

"Well,  the  record  is  here,  and  Professor  Cunningham  may 
take  time  to  examine  it  before  answering,"  said  Mr.  Gerry. 

In  his  rebuttal  Mr.  Cunningham  said  the  Boston  &  Maine 
had  bought  a  number  of  engines  since  the  termination  of  federal 
control  and  was  strengthening  its  bridges  so  as  to  enable  it  to 
increase  the  train-loading.  He  made  that  declaration  by  way  of 
answer  to  the  suggestion  of  Mr.  Williams  that  the  New  England 
roads  had  done  little,  if  anything,  since  federal  control  ended,  to 
improve  their  revenues. 

Answering  a  question  by  Mr.  Newcomb,  Mr.  Cunningham 
said  he  had  not  made  it  a  practice  to  appear  before  legislatures 
and  regulating  bodies  as  an  expert  for  the  railroads.  He  said  he 
had  never  appeared  before  any  bodies  other  than  the  Interstate 
Commerce  Commission  and  the  New  Hampshire  commission.  He 
denied  that  he  had  appeared  before  the  Massachusetts  legislature 
or  the  Massachusetts  commission. 

The  taking  of  testimony  in  the  New  England  division  case 
was  completed  at  the  afternoon  session,  February  7,  when  George 
H.  Eaton,  assistant  traffic  manager  for  the  Boston  &  Maine;  S. 
E.  Miller,  superintendent  of  transportation  for  the  same  carrier, 
and  William  H.  Williams,  chairman  of  the  board  of  the  Wabash, 
took  the  stand  in  rebuttal  and  sur-rebuttal. 

Mr.  Eaton  discussed  the  testimony  of  W.  C.  Maxwell  of  the 
Wabash  and,  on  cross  examination  by  Mr.  Bikle,  said  that  the 
Eaton  suggestion  of  divisions  on  the  basis  of  road  to  road  per 
cents  would  have  to  be  worked  out  carefully  before  application. 
He  admitted  that  that  plan  might  do  injustices  but  he  said  that 
the  New  England  roads  contended  that  they  were  entitled  to 
higher  divisions  and  he  submitted  his  plan  as  one  method  for 
accomplishing  'the  result.  He  intimated  that  if  the  trunk  lines 
had  a  better  plan  they  might  bring  it  forward  for  discussion. 
Mr.  Miller  was  put  on  the  stand  to  tell  about  the  work  that  has 
been  done  since  the  end  of  federal  control  to  improve  the  operat- 
ing conditions.  That  was  brought  forward  by  way  of  answer 
to  suggestions  that  the  Boston  &  Maine  and  other  New  England 
roads  had  not  done  anything  to  help  themselves  to  a  better  in- 
come. 

Mr.Williams  corrected  errors  in  his  original  testimony  and 
offered  answers  in  rebuttal  to  rebuttal  testimony  put  in  by  New 
England  carriers. 

What  was  thought  to  be  a  significant  admission  was  made  by 
Professor  W.  J.  Cunningham  at  the  end  of  his  testimony,  which 
lapped  over  into  the  afternoon  session.  In  answer  to  a  ques- 
tion by  A.  H.  Elder,  he  said  that  application  of  plans  for  the 
xew  England  roads  to  the  divisions  of  the  Central  of  New  Jersey 
would  entitle  it  to  larger  divisions  from  its  trunk  line  connec- 
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A  formal  complaint,  No.  12162,  the  Viscose  Company  vs. 
Pennsylvania  Railroad  Company  et  al.,  has  been  filed  in  the 
so-called  silk  classification  case,  in  which  the  Supreme  Court 
of  the  United  States,  on  certiorari  proceedings,  said  the  Inter- 
state Commerce  Commission  had  initial  or  original  jurisdiction 
in  the  question  presented  to  the  lower  courts  which  issued  re- 
straining orders  and  injunctions  forbidding  the  cancellation  of 
classification  ratings  on  natural  and  artificial  silk.  The  com- 
plaint is  directed  against  an  anticipated  rather  than  an  existing 
situation.  It  is  intended  to  be  an  attack  on  any  further  attempt 
by  the  railroads  to  take  artificial  silk  out  of  the  freight  classifi- 
cation and  transfer  it  to  the  list  of  articles  railroads  will  not 
carry  as  freight. 

Action  was  begun  by  the  Viscose  Company  because  supple- 
ment No.  7  to  Consolidation  Classification  No.  1  contains  these 
words :  "In  the  event  that  such  injunctions  are  dissolved,  the 
items  appearing  in  this  supplement  will  be  canceled."  The 
Viscose  Company  construes  that  notice  to  mean  that,  automat- 
ically, when  the  lower  courts  dissolve  their  injunctions  in  ac- 
cordance with  the  mandate  of  the  Supreme  Court  of  the  United 
States,  the  terms  of  supplement  No.  6  of  the  same  classification 
will  be  restored  "without  publication  or  filing  of  any  additional 
supplement  or  other  act  by  the  defendants  and  other  carriers 
participating  in  Consolidation  Freight  Classification  No.  1." 

Among  those  who  know  the  situation  with  regard  to  the 
question  whether  the  carriers  are  under  obligation  to  afford 
freight  transportation  for  natural  or  artificial  silk,  the  filing  of 
this  complaint  is  regarded  as  evidence  of  abundant  caution  on 
the  part  of  the  Viscose  Company,  rather  than  a  proceeding 
against  a  move  that  is  certain  to  be  made  by  the  railroads. 

There  have  been  consultations  among  the  railroad  men  and 
they  have  gone  on  record  in  writing  with  the  Commission  that 
they  will  not  undertake  to  cancel  ratings  on  artificial  silk.  The 
complainant,  however,  by  filing  the  petition,  is  giving  notice 
that  it  is  not  going  to  take  any  chances  on  the  subject,  but  be 
prepared  in  a  formal  way  to  have  the  question  tested  before  the 
Commission. 

It  is  averred  in  the  petition  that  the  cancellation  would  be 
in  violation  of  the  first,  third  and  sixth  sections  of  the  interstate 
commerce  act  and  the  fifth  amendment  to  the  constitution  of 
the  United  States,  in  that  denial  of  freight  transportation  for 
the  products  of  the  complainant  would  deprive  it  of  property 
without  due  process  of  law. 

That  averment  of  unconstitutionality  stands  on  the  allega- 
tion that  denial  of  freight  transportation  for  the  product  of  the 
complainant  would  render  its  investments  at  Marcus  Hook  and 
Roanoke  of  little  or  no  value,  as  the  plants  at  those  points  are 
fit  only  for  the  production  of  artificial  silk,  eighty  per  cent  of 
which  has  been  transported  as  freight,  fifteen  per  cent  as  ex- 
press, and  five  per  cent  by  automobile  truck. 

One  of  the  allegations  in  the  petition  is  that  on  the  trans- 
portation by  freight  of  approximately  eighty  per  cent  of  an 
annual  production  of  8,800,000  pounds,  the  losses  paid  amounted 
to  an  annual  drain  on  the  transportation  companies  of  $377.42. 
It  is  averred  that  the  greater  part  of  the  shipments  have  been 
made  at  a  released  rate  of  $1  a  pound,  and  that  the  present 
invoice  value  is  not  more  than  $2.50  a  pound. 

In  the  negotiations  between  the  railroads,  the  fundamental 
idea  has  been  that  the  railroads  will  have  to  continue  to  accept 
silk,  natural  and  artificial,  as  freight,  but  that  they  will  be  able 
to  deal  with  the  question  of  great  value  of  worm  silk  by  making 
a  basic  rate,  as  in  the  case  of  live  stock,  and  then  grading  the 
rates  above  that  basic  rate  so  that  the  charges  will  rise  in 
accordance  with  the  increase  of  value  above  the  value  on  which 
the  basic  rate  is  founded. 

While  the  negotiations  have  not  been  completed,  the  belief 
among  those  who  have  handled  the  subject  for  the  Commission 
is  that  no  further  attempt  will  be  made  at  cancellation.  In 
the  event  attempts  at  cancellation  are  not  made,  the  formal 
complaint  will  not  have  to  be  heard. 


B.  &  O.  BONDS 

The  Baltimore  &  Ohio  has  been  authorized  by  the  Commis- 
sion nominally  to  issue  and  hold  in  its  treasury  $2,744,000  of  its 
refunding  and  general  mortgage  bonds.  For  the  purpose  of 
affording  additional  collateral  security  to  the  bonds,  the  Com- 
mission authorized  the  subsidiaries  of  the  B.  &  O.  to  issue  and 
deliver  to  the  B.  &  O.  $1,860,000  of  underlying  bonds. 


ILLINOIS  CENTRAL  CERTIFICATES 

The  Illinois  Central  has  applied  to  the  Commission  for  au- 
thority to  issue  $3,564,000  of  equipment  trust  certificates  and 
use  the  proceeds  thereof  to  defray  in  part  the  cost  of  equipment. 
The  company  proposes  to  sell  the  certificates  at  96  to  Kuhn, 
Loeb  &  Co.  of  New  York. 
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Decisions  of  Interstate  Commerce  Commission 


RATES  ON  SUGAR 

An  award  of  reparation  has  been  made  in  No.  11320,  Every- 
body's Mercantile  Co.  vs.  C.  &  N.  W.  et  al.,  opinion  No.  6593, 
60  I.C.  C.,  143-4,  the  Commission  holding  that  rates  on  sugar 
t'nmi  New  Orleans  to  Hospers,  la.,  and  Alpena,  S.  D.,  were  un- 
1 1 Msonable,  but  not  unduly  prejudicial.  Hospers  is  a  local  point 
on  the  Omaha  road,  about  50  miles  north  of  Sioux  City;  Alpena 
is  a  local  point  on  the  Milwaukee,  38  miles  north  of  Mitchell, 
s.  1).,  and  71  miles  south  of  Aberdeen,  S.  D.  On  the  shipment  to 
Hospers  a  combination  of  44  cents  was  imposed  and  Alpena  of 
»n.:!  cents.  When  the  shipment  to  Hospers  moved  there  was  a 
commodity  rate  of  32  cents  to  points  more  distant  on  the  Omaha 
than  Hospers.  A  similar  situation  obtained  as  to  Alpena.  The 
fourth  section  departures  were  protected  by  appropriate  appli- 
cation. The  Commission  ordered  reparation  down  to  the  bases 
of  the  rates  to  the  more  distant  points  on  a  holding  that  those 
imposed  were  unreasonable,  but  not  unduly  prejudicial.  Fourth 
section  relief  was  denied  in  Fourth  Section  Order  No.  7844,  ef- 
fective as  of  May  2. 


60,000.  Some  of  the  shipments  weighed  leas  than  that. 
Reparation  is  to  be  made  as  if  the  lower  rate  had  been  in  effect 
and  that  the  railroads  had  made  overcharges. 


RATES  ON  KEROSENE  OIL 

The  Commission  has  awarded  reparation  in  No.  11079,  Gen- 
eral American  Oil  Co.  vs,  Beaumont,  Sour  Lake  &  Western, 
opinion  No.  6590,  60  I.  C.  C.  136-8,  on  account  of  unreasonable 
rate  of  71.5  cents  on  kerosene  from  Electra  and  Brownwood, 
Tex.,  to  Kassel,  La.,  reshipped  to  Baton  Rouge  for  export.  The 
carriers  collected  at  the  rate  of  85.5  cents,  but  the  Commission 
said  the  basis  for  that  charge  did  not  appear,  the  legal  rate 
being  71.5  cents.  The  Commission  held  that  the  applicable  rates 
were,  are  and  for  the  future  will  be  unreasonable  to  the  extent 
that  they  exceeded  or  may  exceed  47.5  cents,  composd  of  fac- 
tors of  30  cents  from  Electra  and  Brownwood  to  Kassel  and 
13  cents  from  Kassel  to  Baton  Rouge  for  export,  plus  a  single 
increase  of  4.5  cents  authorized  by  the  Director-General.  Rep- 
aration is  to  be  made  to  that  basis  and  rates  in  accordance 
with  the  decision  are  to  be  established  on  or  before  April  5,  plus 
increases  authorized  by  Ex  Parte  No.  74. 


SWITCHING  CHARGE  AT  MONROE,  LA. 

An  order  of  dismissal  has  been  made  in  No.  11063,  Holly 
Ridge  Lumber  Co.  vs.  Missouri  Pacific,  Director-General,  et  al., 
opinion  No.  6584,  60  I.  C.  C.  120-2,  the  Commission  holding  that 
a  switching  charge  of  2  cents  per  hundred  pounds  applicable 
at  Monroe,  La.,  was  neither  unreasonable  nor  otherwise  un- 
lawful. The  charge  was  imposed  for  switching  cars  at  Monroe 
between  the  Missouri  Pacific's  junction  with  the  Vicksburg, 
Shreveport  &  Pacific  and  the  complainant's  sawmill.  The  mill 
is  within  the  yard  limits  of  Monroe,  but  outside  of  the  city 
limits  and  approximately  2.5  miles  from  the  junction.  Prior  to 
April  10,  1917,  the  switching  charge  was  $5  on  both  interstate 
and  state  traffic.  On  that  date  the  interstante  charge  was  in- 
creased to  2  cents,  minimum  $6,  but  the  state  charge  of  $5  was 
not  changed.  The  Commission  dismissed  the  complaint  largely 
on  the  fact  that  the  testimony  consisted  chiefly  of  a  comparison 
of  charges  for  switching  at  other  places,  unsupported,  the  Com- 
mission said,  by  a  showing  of  the  condition  under  which  the 
more  favorable  charges  were  collected. 

Commissioner  Eastman,  in  a  dissent,  attacked  the  data  put 
into  the  record  by  the  carriers  and  especially  the  item  of  $50 
a  day  as  the  rental  value  of  an  engine.  Upon  that  basis,  he 
said,  the  cost  of  an  engine  per  annum  would  be  $18,250,  which 
he  said  would  be  an  absurd  amount.  He  said  the  testimony 
showed  the  switching  charges  were  above  the  normal  charges 
in  the  territory  in  question  for  service  of  a  similar  character. 


RATES  ON  APPLE  POMACE 

In  a  report  on  No.  11393,  Best-Clymer  Manufacturing  Co.  et 
al.  vs.  Director-General,  as  agent,  opinion  No.  6598,  60  I.  C.  C., 
153-4,  the  Commission  has  condemned  as  unreasonable  a  rate  of 
$1.69  per  100  pounds  on  apple  pomace  from  Watsonville,  Calif., 
to  St.  Louis  because  and  to  the  extent  of  its  excess  over  the 
subsequently  established  rate  of  94  cents.  The  latter  rate  is 
the  same  that  was  in  effect  from  north  Pacific  points  to  St. 
Louis,  at  the  time  the  shipments  were  made. 

Early  in  August,  1919,  the  complainants  asked  for  a  short 
notice  commodity  rate  of  94  cents  from  Watsonville  to  St.  Louis. 
In  October  the  Railroad  Administration  ordered  the  establish- 
ment of  that  rate.  As  soon  as  the  order  was  issued,  the  com- 
plainants ordered  a  supply  of  this  by-product  of  the  evapora- 
tion of  apples,  to  be  used  in  making  jelly.  The  rate  was  not  es- 
tablished until  December  31,  but  in  the  meantime  the  tonnage 
had  moved.  When  established,  the  rate  carried  a  minimum  of 


RATE  ON  STEEL  CHANNELS 

A  steel  channel  is  a  channel  regardless  of  the  use  to  which 
it  may  be  put  and  is  entitled  to  the  rate  prescribed  for  chan- 
nels and  other  articles  making  up  the  structural  steel  list.  That 
is  the  substance  of  the  Commission's  decision  in  No.  11312,  More- 
land  Motor  Truck  Co.  vs.  C.  M.  &  St.  P.  et  al.,  opinion  No.  6604, 
60  I.  C.  C.  179-81  The  Commission  held  unreasonable,  but  not 
unduly  prejudicial,  a  rate  of  |2.215  per  hundred  on  pressed  steel 
side  members  of  automobile  truck-frames,  carloads,  from  Mil- 
waukee to  Los  Angeles,  because  and  to  the  extent  that  it  ex- 
ceeded, exceeds,  or  may  exceed  a  rate  of  $1.125,  applicable  to 
structural  steel. 

The  order  of  the  Commission  requires  the  carriers  to  estab- 
lish a  rate  of  $1.125  on  pressed  steel  side  members  of  automobile 
truck  frames  no  higher  than  the  rates  on  structural  steel  chan- 
nels, on  or  before  May  2,  on  not  less  than  thirty  days'  notice. 

According  to  the  testimony  of  the  complainant,  the  automo- 
bile frame  side  members  are  probably  worth  half  a  cent  per 
pound  more  than  the  channels  usually  meant  when  structural 
steel  is  mentioned.  The  witness  for  the  railroads  said  that  the 
term  "channel"  has  a  well-defined  meaning  in  the  trade  and 
refers  to  articles  used  in  the  construction  of  buildings,  produced 
by  rolling,  having  a  uniform  section  throughout,  with  sharp  cor- 
ners and  with  the  flanges  increasing  in  thickness  from  the  edge 
towards  the  web. 

In  its  report  the  Commission  pointed  out  that  the  rate  of 
$2.215,  applied  on  these  channels  is  the  rate  applied  to  parts  of 
automobile  engines  and  other  articles  of  great  value  and  high 
liability  to  damage,  while  the  channels  are  not  susceptible  to 
damage  except  in  case  of  wrecking. 


RATE  ON  COTTONSEED 

In  a  report  on  No.  10695,  Roberts  Cotton  Oil  Company  vs.  St. 
Louisville-San  Francisco  et  al.,  opinion  No.  6591,  60  I.  C.  C.  139-40, 
the  Commission  awarded  reparation  on  account  of  an  unreason- 
able class  B  rate  of  27.5  cents  on  cottonseed,  carloads,  from 
Clarkton,  Mo.,  to  Cairo,  111.,  notwithstanding  the  fact  that  the 
complainant  deliberately  chose  the  higher  rate  route  on  account 
of  the  better  service  offered  over  it.  Three  cheaper  but  longer 
routes  were  available  to  the  shipper  which  designated  the  Cotton 
Belt,  without,  however,  indicating  the  junctions,  so  as  to  obtain 
the  better  service. 

At  the  time  of  the  shipment,  October  22,  1918,  a  joint  com- 
modity rate  of  12.5  cents  obtained  via  the  three  routes  open  at 
the  time  but  not  taken  by  the  shipper. 

Over  the  route  of  movement  on  the  class  rate  of  27.5  cents, 
the  car  mile  was  $2.66  for  a  distance  of  68.3  miles  and  a  load  of 
66,000  pounds.  The  ton-mile  was  8.05  cents.  Had  the  12.5-cent 
commodity  rate  applied  over  the  route  of  movement  the  car-mile 
would  have  been  $1.20  and  the  ton-mile  74  cents. 

In  February,  1920,  the  27.5-cent  rate  was  increased  to  31 
cents,  but  the  present  rate  was  not  assailed  in  the  complaint.  As 
a  concession  to  Cairo  shippers,  the  Cotton  Belt  said  that  the  12.5- 
cent  rate  was  made  applicable  via  one  of  its  routes  from  Clarkton 
to  Cairo,  but  not  via  the  route  over  which  the  class  B  rate  of 
31  cents  now  applies. 

The  three  routes  that  were  open  to  the  shipper  at  the  12.5- 
cent  rate  on  66,000  pound  loads  would  have  earned  car-miles 
ranging  from  39  cents  for  the  longest  of  them,  212  miles,  to  75 
cents  for  the  shortest,  110  miles  long. 


STORAGE  ON  EXPORT  FLOUR 

An  order  of  dismissal  has  been  made  in  No.  11226,  R.  A. 
Cade,  Inc.,  vs.  Pennsylvania  R.  R.  Co.  et  al..  opinion  No.  6597, 
60  I.  C.  C.,  151-2,  on  a  holding  that  the  storage  charges  collected 
at  Jersey  City  on  flour  for  export  were  not  unreasonable  or  oth- 
erwise unlawful.  The  carrier  declined  an  order  on  January  10. 
1919,  to  deliver  300  sacks  of  flour  to  the"  steamship  Amelia  on 
January  15,  1919.  The  declination  was  based  on  the  fact  that 
there  was  a  strike  of  lighter  men  in  New  York  harbor.  The 
strike  was  begun  January  9  and  terminated  two  days  later,  but 
lighter  operations  were  not  resumed  until  January  13.  Com- 
plainant did  not  again  tender  the  original  order  for  delivery  after 
the  strike  was  ended,  but  on  January  15,  the  day  on  which  the 
Amelia  arrived  in  port,  it  tendered  an  order  directing  the  de- 
livery of  the  flour  to  the  Bull-Insular  Line.  This  order  the  de- 
fendant accepted  subject  to  delay,  and  made  delivery  on  Janu- 
ary 21. 

The  complainant  paid  storage  charges  of  $47.04.     Part  of 
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the  money  covered  the  period  in  which  the  declined  and  accepted 
tenders  were  made.  In  disposing  of  the  case  the  Commission 
said  there  was  no  question  as  to  the  reasonableness  per  se  of  the 
•charges.  Complainant  contended,  however,  that  if  the  first  de- 
livery order  had  been  accepted  subject  to  delay,  the  charges 
would  have  ceased  January  14.  The  Commission  remarked  that 
inasmuch  as  the  Amelia  did  not  arrive  until  January  15,  it  was 
•clear  that  if  the  first  order  had  been  so  accepted,  storage 
•charges  would  have  accrued  for  the  five-day  period  commencing 
January  15  and  January  19.  The  Commission  said  it  was  prob- 
lematical whether  delivery  could  have  been  made  to  the  Amelia 
on  January  15,  the  day  of  her  arrival.  On  the  same 'day,  how- 
ever, the  Commission  remarked,  the  complainant  gave  orders  for 
a  different  delivery  and  thereafter  defendants  would  have  been 
without  authority  to  act  on  the  first  order,  even  if  it  had  been 
accepted  when  tendered.  The  Commission  said  it  was  not  dis- 
closed that  the  change  in  orders  was  caused  by  refusal  of  de- 
fendants to  accept  the  first  order. 

"Irrespective,  therefore,  of  any  duty  which  may  have  rested 
upon  the  defendants  to  accept  the  original  order,"  said  the 
Commission,  "the  record  does  not  disclose  that  any  wrongful  act 
of  defendant  was  the  proximate  cause  of  the  accrual  of  the 
storage  charges  assailed,  or  that  such  charges  would  not  have 
accrued  if  the  original  orders  had  been  accepted  subject  to 
delay."  ; 


UNREASONABLE  DEMURRAGE  RULE 

An  award  of  reparation  has  been  made  in  No.  11437,  Wash- 
Taurn-Crosby  Co.  vs.  Chicago  Great  Western  et  al.,  opinion  No. 
£600,  60  I.  C.  C.,  157-8,  on  account  of  unreasonable  demurrage 
•charges  on  cars  from  a  switching  line  to  the  line-haul  carriers 
collected  in  the  period  between  February  22,  1918,  and  January 
17,  1919.  Under  the  demurrage  rule  then  in  effect  demurrage 
•was  assessed  on  cars  from  switching  road  from  the  first  7  a.  m. 
after  the  receipt  of  the  cars,  for  which  the  billing  had  not  been 
received.  The  switching  line  would  not  take  complete  billing 
lor  cars,  so  that  on  every  car  loaded  after  4  p.  m.  and  given 
to  the  line-haul  carrier  in  the  night  demurrage  was  assessed, 
Tsecause  billing  clerks  do  not  work  before  7  a.  m.  The  rule  was 
changed  on  January  17  so  that  demurrage  begins  running  on 
cars  received  from  the  switching  line  between  4  p.  m.  and 
7  a.  m.,  at  noon  of  the  day  of  delivery  to  the  line-haul  carrier. 


RATES  ON  LOGS 

A  log  is  a  log  in  the  view  of  division  No.  1,  wherefore  the 
Commission,  in  a  report  on  No.  10751,  L.  H.  Miller  vs.  Northern 
Pacific  et  al.,  opinion  No.  6602,  60  I.  C.  C.,  162-5,  has  held  that 
the  carriers  overcharged  the  complainant  on  shipments  of  logs 
from  a  spur  near  Wilkeson,  Wash.,  to  Tacoma  and  Kennydale, 
Wash.,  intrastate  movements,  during  the  period  of  federal  control 
and  prior  to  January  18,  1919.  It  has  awarded  reparation. 

The  logs  in  question  were  fir  trees,  denuded  of  their 
branches,  some  of  which  were  later  sawed  into  lumber  and 
some  converted  into  ship  spars.  They  all  needed  two  or  more 
cars  for  their  transportation.  The  carriers  raised  the  billing  on 
the  shipments  so  as  to  force  the  complainant  to  pay  the  higher 
rates  on  timbers.  The  tariffs  now  provide  higher  ratings  for 
such  logs.  The  Commission  held  that  the  carriers  must  return 
the  excess  collected  from  Miller. 


CHIPBOARD  AND  STRAWBOARD  RATING 

As  of  February  21,  if  they  can  get  their  tariffs  prepared  by 
that  time,  carriers  in  Western  Classification  territory  have  the 
permission  of  the  Commission  to  eliminate  chipboard  and  straw- 
board  from  the  roofing  and  building  papers,  so  they  will  take  the 
higher  ratings  applicable  to  paper  board.  The  Commission,  in 
I.  and  S.  No.  1224,  opinion  No.  6608,  60  I.  C.  C.,  191-5,  has  decided 
that  the  western  carriers  have  justified  their  proposal  and  dis- 
continued the  proceeding  of  inquiry,  as  of  February  21. 

Commissioner  Eastman  dissented,  calling  attention  to  the 
fact  in  52  I.  C.  C.,  100-1,  the  Commission  held  that  no  good  rea- 
son appeared  why  paper  boards  of  all  kinds  should  be  segregated 
from  building  and  roofing  paper  and  accorded  a  "lower"  basis 
•of  rates.  He  said  that  if  that  were  so,  there  would  seem  to  be 
less  reason  why  the  paper-board  rates  should  be  "segregated 
and  accorded  a  'higher'  basis  of  rates,"  which,  he  said,  was  the 
proposal  before  the  Commission  in  this  proceeding.  He  argued 
that  inasmuch  as  the.  carriers  regarded  the  present  rates  on 
building  and  roofing  papers  high  enough,  they  were  not  too  low 
for  chipboard  and  strawboard. 


RATE  ON  SULPHURIC  ACID 

An  award  of  reparation  has  been  made  in  No.  11440,  Swift 

Co.,  vs.  Director  General,  as  agent,  opinion  No.  6611,  60  I.  C.  C. 

1-2,  on  account  of  an  unreasonable  rate  of  19   cents  on  four 

tank   carloads   of   sulphuric   acid   shipped  ;from   Atlanta,   to   La- 

ge,  Ga.,  in  October,  1918.    Contemporaneously  a  rate  of  $1.90 

ton  was  in  effect  from  Atlanta  to  Opelika,  Ala.,  a  point  to 

LaGrange  is  directly  intermediate.     The  tariff  was  sub- 


ject to  Rule  77  of  the  Commission's  Tariff  Circular  18-A,  but  no 
request  was  made  for  the  application  of  the  $1.90  rate  at  the  in- 
termediate point.  However,  in  September,  and  therefore,  prior 
to  the  shipment,  Swift  &  Co.  requested  the  establishment  of  a 
commodity  rate  of  only  $1.60  per  ton  from  Atlanta  to  LaGrange, 
thereby  giving  notice  to  the  carrier  that  it  considered  the  class 
rate  of  19  cents  and  the  commodity  rate  of  $1.90,  both  to  be  un- 
reasonable. The  rate  of  $1.60  was  in  effect  from  LaGrange  to 
Atlanta  for  a  reverse  movement.  In  November;  1918,  a  com- 
modity rate  of  $2.10  and  is  now  in  effect.  The  Commission  did 
not  say  whether  that  rate  of  $2.10  was  or  was  not  protected 
by  fourth  section  application  as  against  the  lower  rate  to  Opelika, 
nor  was  any  comment  made  on  the  failure  of  the  carrier  then 
under  federal  control  to  carry  out  the  provisions  of  Rule  77. 
The  Commission  apparently  ignored  those  two  seeming  violations 
of  the  law  and  ordered  reparation  to  a  basis  lower  than  that 
put  into  effect  by  the  carrier. 


MICHIGAN  PASSENGER  FARES 

In  a  report  on  No.  11762,  Michigan  Passenger  Fares,  opinion 
No.  6621,  60  I.  C.  C.  245-9,  with  Commissioner  Eastman  dissent- 
ing, the  Commission,  speaking  through  Commissioner  Meyer, 
held  that  the  local  and  interline  intrastate  fares  and  charges  re- 
quired to  be  maintained  by  the  authority  of  Michigan,  lower 
than  those  Described  by  It  in  Ex  Parte  74,  to  be  unduly  pref- 
erential of  intrastate  passengers,  unduly  prejudicial  to  interstate 
passengers  and  unjustly  discriminatory  against  Interstate  Com- 
merce. The  discrimination  is  to  be  removed  by  bringing  the 
rates  up  to  the  level  of  those  prescribed  in  Ex  Parte  74,  on  or 
before  March  19,  on  not  less  than  five  days  notice. 

There  are  a  few  things  in  this  report  on  the  Michigan  case 
that  are  unlike  those  in  the  New  York,  Illinois,  Wisconsin  and 
Iowa  cases.  They  are  mainly  facts  with  regard  to  the  efforts 
of  the  Michigan  authorities  to  make  operative  passenger  fares 
for  state  business  on  a  basis  of  2.5  cents  per  mile  at  the  end, 
first  of  federal  control,  and  second  at  the  end  of  the  guaranty 
period,  and  the  steps  taken  by  the  carriers  to  enjoin  enforce- 
ment of  Michigan  laws.  In  all  essential  particulars,  however,  the 
opinion  is  like  its  predecessors  both  in  form  and  substance.  No 
evidence  was  offered  with  respect  to  excursion,  convention  and 
other  fares  for  special  occasions,  commutation,  and  other  mul- 
tiple forms  of  tickets,  extra  fares  on  limited  trains  or  club  car 
charges.  The  findings  and  order,'  therefore,  relate  only  to  stand- 
ard local  and  interline  fares. 


CHARGES  ON  LIVE  STOCK  FEED 

The  Commission  has  dismissed  No.  11516,  S.  F.  Scattergood 
&  Co.  vs.  Michigan  Central,  opinion  No.  6599,  60  I.  C.  C.  155-7 
holding  that  the  charges  assessed  on  a  carload  of  live  stock  feed, 
held  in  storage  in  a  transit  warehouse  at  Buffalo  en  route  from 
Chicago  to  Montrose,  Pa.,  were  not  unreasonable.  The  question 
at  issue  was  as  to  whether  the  cancelation  of  the  transit  privi- 
lege and  the  consequent  application  of  the  local  rate  to  Mont- 
rose  arose  from  the  failure  of  the  Michigan  Central  to  notify 
the  complainant  at  Philadelphia,  or  from  the  failure  of  the  Union 
Dock  &  Warehouse  company  to  give  the  notice  or  take  the  neces- 
sary steps  for  the  preservation  of  the  transit  privilege. 

The  Commission  held  that  the  dock  company  was  the  agent 
of  the  complainant,  although  the  complainant  contended  that 
the  dock  company  was  not  its  agent  because  it  was  controlled 
by  the  railroad.  On  that  point  the  Commission  said  that  the  ar- 
rangements made  by  Scattergood  &  Co.  was  a  recognition  of 
the  warehouse  company  as  their  agent  not  only  for  storing  but 
for  receiving  the  shipment.  Delivery  to  the  warehouse,  there- 
fore the  Commission  said,  constituted  delivery  to  the  com- 
plainants. 

In  this  case  the  car  arrived  at  Buffalo  apparently  on  April 
28  or  29,  1918  and  was  placed  in  storage  in  the  warehouse  of  the 
Union  Dock  &  Warehouse  Co.  On  June  28,  1918.  Scattergood  & 
Co.  received,  in  the  inail  at  Philadelphia,  from  the  agent  of  the 
Michigan  Central  at  Black  Rock,  a  freight  bill  dated  June  20,  for 
the  charges  to  Buffalo  based  on  a  rate  of  11.5  cents,  accompanied 
by  a  "notice  of  arrival  of  freight"  which  was  merely  a  carbon 
copy  of  the  freight  bill.  The  bill  and  notice  of  arrival  bore  the 
notation,  "transit  privilege  canceled." 

Scattergood  &  Co.  sent  a  check  in  payment  of  the  freight  bill 
on  the  day  of  its  receipt.  The  feed  remained  in  storage  until 
July  17,  1918  when  it  was  forwarded  to  Montrose  and  charges 
were  collected  at  the  local  rate  of  16.5  from  Buffalo  to  Montrose. 

A  provision  of  the  tariff  governing  transit  at  Buffalo  pro- 
vides that  the  inbound  carriers  paid  freight  bill  with  duplicates 
covering  all  commodities  subject  to  the  rules  shall  be  recorded 
with  the  Central  Freight  Association  Inspection  &  Weighing 
Bureau  within  ten  days  exclusive  of  Sundays  and  holidays  after 
the  commodity  has  been  unloaded  in  the  transit  house,  as  a  con- 
dition precedent  to  grant  of  the  transit  privilege.  This  condi- 
tion precedent,  however,  is  limited  so  that  if  the  freight  bill  is 
not  presented  for  payment  within  five  days  after  such  unloading, 
such  failure  shall  not  operate  to  deprive  the  commodity  of  the 
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privilege  if  such  failure  is  reported  to  the  weighing  and 
inspection  bureau  within  the  ten  day  period. 

No  notice  of  the  time  was  given  to  the  weighing  and  inspec- 
iion  bureau  nor  WHS  there  any  recording  of  the  shipment  within 
ilie  ten  days  provided  in  the  rules.  Scattergood  &  Co.  testified 
that  it  had  been  the  custom  of  the  defendants  to  advise  them  by 
telegram  at  Philadelphia  of  the  arrival  of  shipments  of  grain 
products  at  Buffalo;  that  in  this  instance  they  had  not  given  such 
nni  ice  and  that  their  failure  had  deprived  the  complainant  of 
an  opportunity  to  comply  with  requirements  necessary  to  secure 
application  of  the  joint  rate  to  final  destination. 

Another  provision  in  the  tariff  requires  that  all  necessary 
arrangements  for  storing  or  otherwise  handling  grain  or  feed  at 
the  warehouses,  must  be  made  with  such  warehouses  by  shippers 
or  owners.  The  Commission  held  that  such  arrangements  had 
been  made  by  Scattergood  &  Co.  with  the  dock  company  and 
therefore  the  dock  company  was  the  agent  of  the  complainant. 


RATES  ON  HANDLE  MATERIAL 

In  a  six  to  four  decision  on  No.  8479,  American  Fork  and 
Hoe  Company  et  al.  vs.  St.  Louis  &  San  Francisco  et  al.,  opinion 
No.  6578,  60  I.  C.  C.  85-91,  the  Commission,  on  reargument,  has 
held  unreasonable  and  awarded  reparation  on  shipments  of 
handle  material  not  further  finished  than  sawed  or  turned  to 
shape,  in  carloads,  from  Blytheville,  Ark.,  to  Thebes,  Memphis 
and  St.  Louis.  The  condemnation  rests  on  the  fact  that  the 
rates  were  three  cents  higher  than  on  lumber  of  the  kind  from 
which  the  handles  were  made. 

In  the  original  report,  53  I.  C.  C.  245,  the  Commission  held 
the  rates  to  be  unduly  prejudicial  to  the  extent  that  they  ex- 
ceeded the  rates  on  lumber  from  and  to  the  same  points  and 
denied  reparation,  that  denial  being  based  upon  the  Commis- 
sion's decision  in  Rates  on  Lumber  and  Lumber  Products,  52 
I.  C.  C.  598.  Following  the  Commission's  decision  in  that  case, 
the  railroads,  on  September  10,  1919,  established  rates  on  han- 
dles on  the  same  level  as  the  rates  on  the  same  kind  of  lumber. 

According  to  the  declaration  of  Commissioner  Meyer,  the 
author  of  the  report,  the  question  of  reasonableness  was  not 
considered  in  the  original  case.  Upon  application  of  the  com- 
plainants, reargument  was  had  on  a  request  for  a  specific  find- 
ing with  regard  to  the  allegation  of  unreasonableness.  Inas- 
much as  the  existing  rates  are  upon  the  basis  sought  by  the 
complainants,  Mr.  Meyer  said  there  remained  for  consideration 
in  this  case  only  the  question  of  reasonableness  of  the  rates 
prior  to  September  10,  1919,  and  the  question  of  reparation  for 
unlawful  charges  paid  on  shipments  moving  between  December 
1,  1915,  and  September  10,  1919.  At  the  argument,  the  com- 
plainants confined  the  issue  to  the  local  and  proportional  rates 
from  Blytheville  to  Memphis,  Thebes  and  St.  Louis  in  which 
the  three-cent  higher  factor  was  contained. 

Among  the  facts  brought  ouj  in  Mr.  Meyer's  report  are 
that  the  initial  line  itself  maintained  rates  on  turned  handle 
material  from  points  on  its  line  in  Mississippi  and  Alabama  the 
same  as  on  lumber;  from  some  points  east  of  the  Mississippi 
River  in  Alabama,  Mississippi,  Tennessee  and  Kentucky  to 
points  in  Central  Freight  Association  territory,  turned  handle 
material  was  accorded  lumber  rates;  and  that  the  rates  on 
lumber  from  Blytheville  to  the  river  crossings  on  traffic  destined 
beyond  were  also  accorded  on  many  articles  such  as  box  lum- 
ber and  shooks,  flooring,  sawed  handle  material,  lath,  molding, 
fence  posts,  sawdust,  shavings  and  club  turned  spokes  and 
rough  sawed  agricultural  implement  work. 

Upon  the  record,  the  Commission  found  that  the  rates  were 
unreasonable  and  that  the  complainants  were  entitled  to  rep- 
aration. The  Commission  said  that  the  details  of  the  shipments 
made  subsequent  to  the  hearing  might  be  included  in  the 
reparation  statement  if  accompanied  by  appropriate  proof  in 
the  form  of  an  affidavit  that  the  shipments  were  made  and  the 
freight  charges  were  paid  and  borne  by  the  complainants.  The 
Commission  added  that,  of  course,  it  was  understood  that  if 
defendants  objected  to  proof  in  the  form  of  an  affidavit,  they 
might  request  a  further  hearing,  so  that  the  proof  could  be 
made  with  all  the  formality  attending  a  regular  hearing  on  the 
formal  docket. 

This  rather  informal  way  of  ordering  reparation  on  ship- 
ments made  after  the  record  was  closed  caused  Commisisoner 
Hall  to  make  some  observations  on  the  subject.  Commission- 
•  is  Daniel,  Ford  and  Potter  concurred  in  the  dissent.  Mr.  Hall 
said  that  he  was  unable  to  concur  In  the  original  report  and 
that  he  found  even  greater  difficulty  in  trying  to  reconcile  him- 
self to  this  one.  He  said  the  facts  stated  in  the  original  report 
fell  far  short  of  establishing  either  unreasonableness  or  right 
to  reparation,  therefore,  in  that  original  report,  the  Commission 
held  that,  the  record  would  not  support  an  award  of  reparation. 

"This  record  was  made  up  on  July  17,  1916,  and  remains 
unchanged,  although  there  has  been  reargument,"  said  Mr.  Hall. 
He  called  attention  to  the  fact  that  the  original  case  was 
submitted  April  16  and  May  5,  1919.  The  finding  in  this  case, 
that  the  complainants  are  entitled  to  reparation,  he  said.  In- 
cludes shipments  made  thereafter  prior  to  September  10,  1919, 


as  well  as  all  shipments  made  theretofore  during  the  period 
of  federal  control,  without  any  evidence  of  movement,  payment, 
injury  or  damage  except  such  as  may  hereafter  be  forthcoming 
in  the  affidavit.  Continuing,  Mr.  Hall  said: 

"A  present  finding  cannot  be  based  on  future  proof,  even 
if  an  affidavit  were  to  be  treated  by  us  as  proof  of  matters  on 
which  complainants  bear  the  burden  and  defendants  have  the 
right  to  cross-examine.  Nor  Is  this  cured  by  the  opportunity 
extended  to  defendants  to  request  a  further  hearing  if  they 
object  to  proof  by  affidavit.  The  burden  is  on  coomplainants. 
Such  laxity  offends  the  principles  underlying  an  rules  of  evi- 
dence and  as  a  practice  would  tend  to  foster  the  rebating  and 
kindred  evils  which  It  was  the  primary  object  of  the  statute  to 
uproot  and  destroy.  In  the  face  of  such  facts  as  these  I  am 
unable  to  see  how  an  award  of  reparation  against  the  Director- 
General,  as  agent,  or  against  the  other  defendants  on  shipments 
not  covered  by  the  record  which  was  closed  July  17,  1916,  can 
be  justified  or  sustained." 


COAL,  KY.,  TENN.,  VA.  TO  NORTH  AND 
NORTHWEST 

In  a  report  on  I.  and  S.  No.  1214,  "Coal  from  Kentucky, 
Tennessee  and  Virginia  to  Northern  and  Northwestern  Points," 
opinion  No.  6603,  60  I.  C.  C.  166-78,  written  by  Commissioner 
Eastman,  the  Commission  declined  to  pass  on  the  question  of 
lake-cargo  coal  rates  from  mines  on  the  L.  &  N.  to  Toledo,  O., 
because  that  question  is  under  consideration  in  a  formal  com- 
plaint. 

The  Commission  held  that  the  proposed  increases  from 
mines  on  the  L.  &  N.  in  eastern  Kentucky  and  Tennessee  and 
southwestern  Virginia  to  points  in  central  territory  had  been 
justified  to  all  points  except  those  on  its  own  line  from  Upton, 
Ind.,  to  St.  Louis,  both  inclusive;  to  Jeffersonville  and  New 
Albany,  Ind.,  and  points  in  central  territory  to  which  rates, 
prior  to  August  26,  1920,  were  admittedly  not  constructed  upon 
the  proper  basis. 

Increases  to  the  northwestern  territory,  in  which  the  com- 
petition of  the  northwestern  dock  operators  is  felt,  the  Com- 
mission said,  had  not  been  justified. 

The  suspended  schedules  are  all  to  be  canceled,  but  without 
prejudice  to  the  filing  of  new  schedules  which  will  be  in  com- 
pliance with  the  views  expressed  by  the  Commission. 

Complaints  against  the  proposed  increases  were  made  by 
operators  along  the  L.  &  N.  who  claimed  that  the  increases,  25 
per  cent  south  of  the  Ohio  River  and  40  per  cent  north,  when 
made  on  combination,  and  SS'/s  per  cent  when  published  as_ 
joint  rates,  would  put  them  at  a  greater  disadvantage  than  ever 
in  their  competition  with  mines  in  the  so-called  inner  crescent 
of  Pennsylvania  and  West  Virginia  and  with  the  mines  of  south- 
ern Illinois.  They  also  complained  against  the  failure  of  the 
L.  &  N.  to  maintain  rates  on  lake  cargo  coal  to  Toledo.  They 
were  backed  in  their  protests  by  the  Northwestern  Coal  Dock 
Operators'  Association  and  users  of  coal  in  the  northwest,  in- 
cluding in  that  term  northern  Illinois,  Wisconsin,  Minnesota, 
Iowa  and  the  Dakotas. 

In  disposing  of  the  case,  Mr.  Eastman  said: 

"It  is  said  that  under  the  abnormal  conditions  of  coal  short- 
age and  car  supply  prevailing  during  recent  years,  the  mines 
represented  by  protestants  have,  by  diligent  effort,  been  able 
to  maintain  a  market  for  their  coal  in  the  northwest,  even  at 
points  to  which  combination  rates  apply.  But  the  testimony  of 
several  witnesses  for  protestant  operators  was  uniformly  to  the 
effect  that  each  successive  increase  in  the  spread  between  the 
rates  on  coal  from  respondent's  groups  and  from  southern  Illi- 
nois has  largely  added  to  the  difficulty  of  doing  business  in 
northwestern  territory,  and  that  under  normal  conditions  their 
coal  would  be  eliminated  from  that  territory  by  the  application 
of  the  proposed  rates. 

"Manifestly,  whatever  relationship  may  have  originally  ex- 
isted between  the  rates  from  respondent's  groups  and  the  Kana- 
wha  district  to  points  in  northwestern  territory  named  in  the 
suspended  schedules  has  been  long  since  destroyed.  The  pro- 
posed rates,  therefore,  cannot  be  justified  by  the  plea  upon 
which  respondent  principally  relies,  viz.,  that  they  would  restore 
a  former  relationship;  nor  does  it  follow  that  the  burden  upon 
respondent  to  prove  that  the  proposed  rates  would  be  just  and 
reasonable  is  sustained  by  merely  showing  that  they  are  lower 
than  the  present  combination  rates  from  the  Kanawha  district, 
and  from  respondent's  groups  to  other  points  in  the  northwest. 
It  seems  reasonable  to  conclude  that  under  normal  conditions 
of  coal  and  car  supply  comparatively  little  coal  would  move  all- 
rail  from  mines  ill  respondent's  or  other  Crescent  groups  on 
the  basis  of  the  combination  rates,  in  view  of  the  competition 
throughout  the  northwest  with  the  coal  from  Illinois  and  other 
less  distant  mining  districts,  and  with  lake-cargo  coal.  In  so 
far  as  these  through  rates  from  respondent's  groups  to  north- 
western territory  are  concerned,  we  think  this  is  a  case  In  which 
our  general  .finding  in  Increased  Rates,  1920.  fixing  the  basis 
for  through  rates  between  points  in  the  different  groups  should 
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be  observed.  The  proposed  increased  rates  are  not  sanctioned 
by  any  exception  to  the  general  basis  therein  made. 

"We  find  that  the  proposed  rates  to  northwestern  territory 
and  to  stations  on  respondent's  line  from  Upton,  Ind.,  to  St. 
Louis,  both  inclusive,  have  not  been  justified. 

"We  find  that  the  proposed  rates  to  northwestern  territory, 
to  points  on  respondent's  line  from  Upton,  Ind.,  to  St.  Louis, 
both  inclusive,  to  Jeffersonville  and  New  Albany,  Ind.,  and  to 
certain  points  in  central  territory  to  which  the  rates  in  effect 
prior  to  August  26,  1920,  were  admittedly  not  constructed  upon 
the  proper  basis  because  of  errors  in  publication,  have  not  been 
justified.  We  further  find  that  the  proposed  rates  to  all  other 
points  in  central  territory  have  been  justified.  The  rates  to 
Jeffersonville  and  New  Albany  and  the  admittedly  erroneous 
rates  to  certain  other  points  in  central  territory  should  be 
revised  promptly  to  the  proper  bases. 

"Respondents  will  be  required  to  cancel  the  schedules  un- 
der suspension,  without  prejudice,  however,  to  the  filing  of 
schedules  publishing,  on  not  less  than  five  days'  notice,  rates 
in  conformity  with  our  findings  herein." 

WEIGHT  OF  PIT  POSTS 

The  Commission  has  dismissed  No.  11509,  Henderson  Lum- 
ber Co.  vs.  B.  &  O.  et  al.,  opinion  No.  6601,  60  I.  C.  C.,  159-61,  hold- 
ing that  the  estimated  weight  of  45  pounds  per  post  on  a  ship- 
ment of  standard  6-foot  pit  posts  from  Newark,  W.  Va.,  to  Beni- 
coll,  Pa.,  had  not  been  shown  to  be  unreasonable. 


RATE  ON  GYPSUM   BUILDING   BLOCKS 

The  Commission  has  dismissed  No.  11080,  Acme  Cement 
Plaster  Co.  vs.  Pere  Marquette  et  al.,  opinion  No.  6592,  60  I.  C.  C., 
141-2,  holding  the  rate  applicable  on  gypsum  hollow  building 
blocks  from  Grand  Rapids,  Mich.,  to  Asylum,  Tenn.,  shipped  in 
1919,  was  not  unreasonable.  The  rate  imposed  was  29  cents. 
The  allegation  was  that  it  was  unreasonable  to  the  extent  that 
it  exceeded  a  rate  of  25  cents. 


RATE    ON    ICE 

An  award  of  reparation  has  been  made  in  No.  11374,  Chapin- 
Sacks  Manufacturing  Co.  vs.  Director-General,  as  agent,  60 
I.  C.  C.  145-6,  on  account  of  an  unreasonable  rate  of  $3.20  on 
ice  from  Lancaster,  Pa.,  to  Washington,  D.  C.,  shipped  in  the 
summer  of  1918.  Reparation  is  to  be  made  to  basis  of  the  sub- 
sequently established  rate  of  $2.20  per  ton. 


RATE   ON    BITUMINOUS  COAL 

Reparation  has  been  awarded  in  No.  11501,  Consolidation 
'Coal  Co.  vs.  Director-General,  as  agent,  opinion  No.  6595,  60 
I.  C.  C.  147-8,  on  account  of  an  unreasonable  combination  rate 
of  $2.20  per  ton  on  bituminous  coal  from  mines  near  Gray  and 
Bell,  Pa.,  to  Washington,  D.  C.,  and  Alexandria,  Va.,  the  coal 
involved  in  the  complaint  being  some  moved  from  unusual 
sources  of  supply  in  March  and  April,  1918.  After  the  move- 
ment a  joint  rate  of  $1.80  applicable  from  mines  in  the  same 
general  territory  to  Washington  and  Alexandria  was  made  ap- 
plicable from  the  mines  in  question.  Reparation  is  to  be  made 
to  the  basis  of  the  subsequently  established  rate. 


PREJUDICE   AGAINST   FT.    DODGE 

The  Traffic  World  Washington  Bureau 

In  No.  11261,  Fort  Dodge  Commercial  Club  against  the  Cedar 
Rapids  &  Iowa  City,  the  Commission  holds  class  rates  from  the 
complaining  city  to  destinations  in  southwestern  Minnesota, 
eastern  South  Dakota  and  southeastern  North  Dakota  unduly 
prejudicial  as  against  Fort  Dodge.  The  carriers  are  to  remove 
the  prejudice  by  May  21  by  giving  Fort  Dodge  rates  no  higher 
than  Des  Moines. 


ROLLERS  AND  ROLLER  CORES 

Hearing  on  No.  12025,  Chicago  Roller  Company  et  al.  vs. 
A.  T.  &  S.  F.  et  al.,  was  held  before  Examiner  Bronson  Jewell 
in  Chicago,  February  8.  The  complaint,  which  was  filed  in 
behalf  of  five  Chicago  manufacturers  of  printers'  rollers  who 
are  members  of  the  National  Association  of  Printers'  Roller 
Manufacturers,  alleges  that  the  present  rates  on  old  printers' 
rollers  and  roller  cores  are  unjust  in  that  they  exceed  fourth 
class  rates.  The  present  rate  on  both  these  articles  is  third 
class. 

Carl  G.  Bingham,  president  of  Samuel  Bingham's  Son  Manu- 
facturing Company,  testified  on  behalf  of  the  complainants  that 
he  had  appeared  before  the  Western  Classification  Committee  in 
1907  and  obtained  a  rating  of  fourth  class.  Subsequently,  he 
said,  this  rate  was  also  granted  in  Southern  Classification  ter- 
itory,  but  not  in  Eastern  territory.  This  rating,  the  witness 
said,  held  good  for  some  eight  years,  after  which  time  the  rate 
on  cores,  N.  O.  S.,  was  held  to  apply  to  roller  cores,  but  not 
to  old  printers'  rollers.  These,  he  said,  were  placed  in  third 
class. 


Mr.  Bingham  explained  that  printers'  rollers  are  iron  cores 
covered  with  elastic  composition  and  used  to  spread  the  ink 
from  the  patten  on  the  press  over  the  type  faces.  No  effort  is 
being  made  to  have  the  rating  on  new  and  newly  covered  rollers, 
which  are  in  second  class,  reduced.  When  the  composition  on 
these  rollers  becomes  worn  it  is  either  strapped  off  and  the  core 
sent  back  for  recovering,  or  the  worn-out  roller  is  returned 
intact  to  be  stripped  by  the  manufacturer.  Mr.  Bingham  pointed 
out  that  during  the  period  of  time  outlined,  the  cores  and  the 
used  composition  both  carried  a  fourth  class  rating,  while  the  old 
rollers,  consisting  of  a  combination  of  the  two,  bore  a  third  class 
rating.  He  said  the  great  majority  of  these  rollers  were  returned 
with  the  worn-out  composition  still  attached. 

On  December  30,  1919,  the  witness  said,  supplement  No.  7 
to  Western  Classifications  56  went  into  effect.  This  carried  a 
special  number  for  printers'  roller  cores  and  placed  them  also 
in  third  class.  It  was  pointed  out  by  the  witness  that  old  rollers 
make  a  desirable  article  of  freight,  due  to  their  weight,  their 
compactness,  and  the  practical  impossibility  of  their  becoming 
injured. 

John  A.  Ronan,  who  conducted  the  case  for  the  complain- 
ants, placed  upon  the  stand  W.  R.  Powe,  general  traffic  man- 
ager of  the  National  Association  of  Printers'  Roller  Manufac- 
turers. He  protested  against  a  third  class  rating  on  the  two 
classes  of  goods  in  question,  stating  that  in  his  opinion  they 
were  analogous,  in  a  transportation  sense,  to  iron  cores  for 
paper,  iron  tubes  and  rods  and  crates  and  carriers,  all  of  which 
carry  a  fourth  class  rating.  He  also  pointed  out  that  in  some 
cases,  such  as  cylinders,  bags  and  metal  drums,  a  lower  classi- 
fication is  given  the  old  article  than  the  new. 

Mr.  Powe,  traffic  manager  of  the  association,  testified  that 
the  freight  charges  on  the  shipments  for  which  reparation  is 
asked  were  borne  by  the  companies  mentioned  in  the  complaint. 
In  summing  up,  he  said  that  the  rates  on  cores  from  Omaha 
and  Sioux  City  to  Chicago  had  increased  from  16  to  76%  cents 
since  1910.  He  said  the  movement  in  these  goods  was  heavy, 
all  rollers  having  to  be  re-covered  at  least  three  times  a  year. 

The  defense,  conducted  by  R.  W.  Fyfe,  produced  two  mem- 
bers of  classification  committees  as  witnesses.  The  first  was 
H.  C.  Bush,  of  the  Western  Classification  Committee,  who  testi- 
fied that  the  rate  Mr.  Bingham  had  obtained  in  1907  and  which 
he  had  spoken  of  as  remaining  in  effect  for  eight  years,  had 
in  fact  been  withdrawn  in  1910.  Since  that  time,  Mr.  Bush 
said,  the  old  rollers  had  always  borne  a  third  class  rate,  except 
for  a  short  time  after  the  publication  of  Western  Classifications 
56,  when  they  were  rated  second  class. 

A.  H.  Greenley,  of  the  Official  Classification  Committee,  said 
the  only  reason  roller  cores  had  enjoyed  a  fourth  class  rating 
previous  to  the  publication  of  the  consolidated  classifications 
was  because  they  were  not  specifically  mentioned  and  thus  came 
under  the  heading  of  cores,  N.  O.  S.  He  said  the  designation 
of  printers'  roller  cores  as  third  class  could  not  be  called  a 
raise  in  rates,  since  it  was-  merely  a  specification  which  had 
never  before  appeared. 

To  bear  out  his  contention  that  roller  cores  cannot  be  classed 
with  other  cores,  N.  O.  S.,  he  entered  as  exhibits  a  large  print- 
er's roller,  calling  attention  to  the  machine  work  on  it  and 
showing  its  close  analogy  in  this  respect  to  an  automobile  axle. 
A  paper  core,  which  consisted  of  a  plain  iron  pile,  was  also 
introduced  to  show  that  it  was  a  piece  of  goods  much  lower 
in  value  than  the  printers'  roller  core. 

At  this  point  the  hearing  degenerated  into  a  squabble  be- 
tween opposing  counsel  and  witnesses  as  to  whether  or  not  a 
printer's  roller  is  a  machine  part,  and  as  to  whether  or  not  it 
is  a  core  or  carrier  in  the  sense  that  a  bobbin  or  thread  core  is. 
The  examiner  had  difficulty  in  restoring  order  and  allowed  Mr. 
Bingham  to  be  replaced  on  the  stand  to  give  his  views  on  the 
subject. 

He  said  that  in  his  opinion  the  roller  was  no  more  a  part 
of  the  press  than  was  the  core  that  holds  the  paper.  Both  these 
devices  were  necessary,  he  said,  in  order  to  print  anything, 
but  the  press  could  be  run  without  either  attached.  As  to 
whether  the  roller  was  a  carrier,  he  said,  it  merely  served  to 
hold  the  composition  until  it  was  used  up,  in  much  the  same 
manner  that  the  bobbin  of  thread  core  holds  the  thread  until 
it  is  used.  He  concluded  by  calling  attention  to  the  fact  that 
paper  cores  are  accepted  for  shipment  in  open  cars  and  that 
cores  must  be  crated  or  boxed,  making  them  easier  to  handle 
and  much  heavier  loading.  Both  sides  requested  permission  to 
file  briefs  and  the  examiner  announced  March  10  as  the  last 
day  for  doing  so.  The  defense  indicate  that  it  desired  to  argue 
the  case  orally  before  the  Commission. 


RAILROAD  DEAL  AUTHORIZED 

The  Commission  has  issued  a  certificate  authorizing  the 
Portland,  Astoria  &  Pacific  Railroad  Company  to  acquire  from 
the  United  Railways  Company  a  line  of  road  18.64  miles  in  length 
extending  from  Wilkesboro  to  Linnton,  in  Multnomah  and  Wash- 
ington counties,  Oregon.  At  the  same  time  the  Commission 
authorized  the  United  Railways  Company  to  cease  operation  of 
the  road. 
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Tentative  Reports  of  the  Commission 


CHARGE  FOR  LOADING  LOGS 

Attorney-Examiner  M.  A.  Pattison  has  recommended  the  dis- 
missal of  No.  11G7G,  National  Box  Company  vs.  Missouri  Pacific, 
on  a  holding  that  the  carrier's  charge  of  $100  a  day  for  eight 
hours  and  $12.50  per  hour  thereafter  for  special  locomotive  and 
train  service  required  in  the  loading  of  logs  along  the  right 
of  way  of  the  Missouri  Pacific  in  which  log-loaders  owned  by  the 
complainant  are  used,  is  not  unreasonable  or  unduly  prejudicial. 
The  complaint  was  filed  in  July,  1920.  In  November  the  charge 
was  increased  to  $135  for  eight  hours  and  $17  per  hour  there- 
after on  the  assumption  that  that  increase  was  authorized  by 
Ex  Parte  No.  74. 

The  complaint  was  filed  because  the  rate  was  increased  in 
June,  1920,  from  $66.40  per  eight  hours  and  $8.30  per  hour  there- 
after, on  the  ground  that  the  lower  rates  were  not  paying  the 
cost  of  the  service.  At  the  hearing  the  data  submitted  by  the 
railroad  company  tended  to  show  that  the  cost  at  the  time  the 
complaint  was  filed  was  $11.97  per  hour,  including  wages  paid 
for  approximately  3.5  hours  of  overtime  each  day,  because  the 
men  furnished  by  the  complainant  worked  eight  hours  in  loading 
and  then  the  tram  crew  worked  long  enough  to  take  the  outfit 
to  the  division  point. 

These  special  log-loading  trains  operate  on  the  valley  divi- 
sion of  the  Misouri  Pacific,  leaving  Ferriday,  La.,  in  the  morning 
to  points  thirty  and  forty  miles  out  in  the  country,  where  the 
complainant  produces  logs  for  its  use. 

In  his  report,  Pattison  said  such  special  services  were  not 
subject  to  the  increases  authorized  in  Ex  Parte  No.  74.  The  Mis- 
souri Pacific  has  agreed  to  withdraw  the  tariff  naming  the  rates 
of  $135  for  eight  hours  and  $17  per  hour  thereafter  and  restore 
the  former  charges,  which  he  thinks  the  Commission  should  hold, 
as  before  indicated,  neither  unreasonable  nor  unduly  prejudicial. 

RATE  ON  CRUDE  PETROLEUM 

Reparation  amounting  to  $2,890  on  account  of  an  unreason- 
able rate  on  crude  petroleum  from  Casper,  Wyo.,  to  Whiting, 
Ind.,  has  been  recommended  by  Examiner  Satterfield  in  a  tenta- 
tive report  on  No.  11786,  Midwest  Refining  Co.  vs.  Director- 
General,  as  agent.  Reparation  is  to  be  made  to  the  basis  of 
a  subsequently  established  rate  of  45.5  cents  on  38  tank  carloads 
shipped  in  September,  1918.  The  oil  was  routed  via  the  Elgin, 
Joliet  &  Eastern,  which  was  not  a  party  to  a  joint  rate.  The 
rate  of  45.5  was  applied  to  Eola,  Ind.,  and  a  local  rate  of  9 
cents  from  there  to  Whiting  was  assessed.  The  omission  of 
the  Elgin  road  was  unintentional.  Railroad  Administration  wit- 
nesses said  that  even  if  the  shipper  had  not  routed  the  ship- 
ments via  Eola,  that  routing  would  have  been  used  so  as  to 
avoid  the  Chicago  terminals.  No  one  opposed  the  issuance  of 
an  order  of  reparation. 


RATES  ON  FUEL  OIL 

Examiner  C.  I.  Kephart,  in  a  proposed  report  on  No.  11673, 
Fort  Dodge  Commercial  Club  et  al.,  vs.  Arkansas  Central  et  al., 
has  recommended  a  finding  that  the  failure  of  defendants  to  pub- 
lish rates  on  petroleum  fuel  oil,  carloads,  from  the  mid-continent 
fields  In  Kansas  and  Oklahoma  to  Fort  Dodge,  la.,  five  cents  per 
hundred  pounds  less  than  rates  contemporaneously  maintained 
on  refined  petroleum  oils  from  the  same  points  of  origin  to  the 
same  destinations,  was  contrary  to  the  decision  in  Mid-Continent 
Oil  rates,  36  I.  C.  C.  109,  and  unreasonable  to  the  extent  of  such 
excess.  He  recommended  an  order  of  reparation  and  an  order 
requiring  erroneous  billing  to  be  corrected. 

The  complaint  was  brought  by  the  Commercial  Culb  for 
various  manufacturers  at  Fort  Dodge  using  fuel  oil  in  their 
operation.  They  alleged  that  the  rates  on  fuel  oil  from  the  Mid- 
Continent  field  and  the  Kansas  City,  Mo.-Kan.,  district  to  Fort 
Dodge,  Gypsum  and  Lehigh,  la.,  were  unreasonable  insofar  as 
they  exceed  or  have  exceeded  since  February  28,  1916,  five  cents 
per  hundred  pounds  less  than  the  rates  contemporaneously 
maintained  on  refined  oil.  The  Western  Petroleum  Refiners  As- 
sociation intervened  in  support  of  the  complaint. 

The  rates  on  the  higher  grade  oils  from  the  Kansas  and 
Oklahoma  fields  to  Fort  Dodge  are  29.5  and  31.5  cents,  and  those 
on  fuel  oil  29.5  and  30.5  cents  respectively.  The  rates  on  the 
refined  or  higher  grade  oils  were  not  attacked  by  the  complain- 
ants, the  assault  being  wholly  confined  to  the  failure  of  the  car- 
riers to  make  the  rates  on  fuel  oil  In  accordance  with  the  spirit 
of  the  Commission's  decision  in  the  Mid-Continent  case.  In  de- 
fending the  rates,  the  carriers  submitted  statements  of  earnings 
of  the  carriers  handling  this  traffic  in  comparison  with  earnings 
on  the  same  commodities  to  other  points  In  the  same  territory 
Thp  examiner  said  that  such  data  were  of  little  value  and  then 


added,  "There  does  not  appear  to  have  been  or  to  be  any  justi- 
fication for  the  failure  of  the  defendants  to  afford  to  Fort  Dodge, 
Gypsum  and  Lehigh  the  five  cent  differential  on  the  low  grade 
oils  as  determined  in  the  previous  decisions  of  the  Commission." 
The  examiner  found  that  a  number  of  the  shipments  of  fuel 
oil  appeared  to  have  been  erroneously  billed  at  points  of  origin 
as  petroleum  wax  tailings,  at  the  rate  then  applicable  on  wax 
tailings  and  asphaltic  road  oil,  and  also  at  the  weight  of  8 
pounds  per  gallon  applicable  on  the  latter  products  instead  of 
7.4  pounds  per  gallon  prescribed  for  fuel  oil.  These  erroneous 
billings  are  to  be  corrected  and  reparation  made  to  the  basis 
indicated  in  the  recommendation  of  the  examiner. 


COTTON    RULES   NOT   UNREASONABLE 

A  recommendation  of  dismissal  has  been  made  by  Assistant 
Chief  Examiner  Ulysses  Butler  in  a  tentative  report  on  No.  11C78, 
Millsaps  Cotton  Company  vs.  Vicksburg,  Shreveport  &  Pacific,  on 
his  conclusion  that  the  rules  and  regulations  governing  the  con- 
centration, compression  and  reshipment  of  cotton,  at  and  from 
Monroe,  West  Monroe  and  Ruston,  La.,  have  not  been  shown  to 
be  unreasonable  or  otherwise  unlawful.  The  complaint  was 
based  on  a  theory  that,  because  the  regulations  are  such  that 
sometimes  the  agent  of  the  shipper  has  to  wait  at  the  freight 
station  an  hour  while  the  freight  agent  performs  the  work  neces- 
sary to  procure  reshipment  under  the  rates  for  such  service,  the 
regulations  are  unreasonable.  Butler  said  that  inconvenience 
does  not  warrant  a  finding  of  unreasonableness  or  unjust  discrim- 
ination. 


PEPPERMINT  AND  SPEARMINT  OIL 

In  a  proposed  report  on  No.  11459,  A.  M.  Todd  Company  vs. 
Ann  Arbor  et  al.,  Examiner  Bronson  Jewell  has  recommended  a 
holding  that  the  rating  of  one-and-a-half-times  first  class  in  Offi- 
cial Classification  territory  on  peppermint  and  spearmint  oil  in 
metal  cans  and  first  class  when  shipped  in  barrels  is  not  unrea- 
sonable or  unduly  prejudicial. 


REFUSE,   MOLASSES,   OAKLAND  TO   OGDEN 

A  rate  of  70  cents  on  refuse  molasses  from  Oakland,  Cal.,  to 
Ogden,  Utah,  Examiner  Richard  T.  Eddy  has  recommended  for 
condemnation  as  unreasonable,  in  a  proposed  report  on  No. 
117G8,  Albers  Brothers  Milling  Co.  vs.  Director-General,  as  agent. 
The  shipment  was  made  in  March,  1919.  A  clerk  quoted  a  rate 
of  48  cents,  which  would  have  been  proper  had  Gomph's  excep- 
tion sheet  applied  to  refuse  molasses.  It  did  not  and  the  class 
rate  of  70  cents  was  the  legal  one.  After  the  movement  a  rate 
of  42.5  cents  was  established.  Eddy,  however,  thinks  48  cents 
would  have  been  the  reasonable  rate  to  have  applied  and  that 
reparation  should  be  made  on  that  basis. 


OATS,    ROSEWOOD   TO    NATCHEZ 

Reparation  has  been  recommended  by  Examiner  F.  E.  Early 
in  a  report  to  the  Commission  on  No.  11595,  Rumble  &  Wensel 
Company  vs.  Director-General  as  agent,  on  a  holding  that  the 
combination  rate  on  oats,  applicable  September  4,  1918,  from 
Rosewood,  La.,  to  Natchez,  Miss.,  was  unreasonable  to  the  ex- 
tent that  the  factor  applying  to  New  Orleans  exceeded  20  cents. 


RATES    ON    NITRE    CAKE 

An  award  of  reparation  has  been  recommended  by  Examiner 
Henry  C.  Keene  in  a  report  on  No.  11513,  Nevada  Consolidated 
Copper  Co.  vs.  Bingham  &  Garfield  et  al.,  on  a  holding  that  the 
rates  on  carloads  of  nitre  cake  to  McGill,  Nev.,  were  unreason- 
able to  the  extent  that  they  exceeded  47.5  cents  from  Hercules. 
Calif.,  and  35.5  cents  from  Bacchus  and  Garfield  Smelter.  Utah. 
The  report  also  covers  No.  11517,  same  vs.  Nevada  Northern 
et  al. 


RATES   ON    WINDOW   GLASS 

Examiner  Henry  C.  Keene  has  recommended  the  dismissal 
of  No.  11372,  El  Paso  Sash  &  Door  Co.  vs.  A.  T.  &  S.  F.  et  al.,  on  a 
holding  that  the  rates  charged  on  nine  carloads  of  common  win- 
dow glass  from  Fredonla,  Kan.,  and  Okmulgee,  Okla.,  to  El  Paso 
were  not  unreasonable  or  otherwise  unlawful. 


W.   B.  &   A.   PASSENGER    FARES 

Examiner  Warren  H.  Wagner,  in  a  tentative  report  on  No. 
11745,  W.  B.  &  A.  Commuters'  Club  vs.  Washington,  Baltimore  & 
Annapolis  Electric,  has  recommended  dismissal  on  a  holding 
that  the  passenger  fares,  especially  commutation,  on  that  road 
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are  not  unreasonable  or  otherwise  unlawful  between  points  on  its 
lines  in  Maryland  and  Washington,  D.  C. 

RATES   ON   TOMATOES 

Examiner  Harris  Fleming  has  advised  the  dismissal  of  No. 
11707,  Dyer  Packing  Co.  vs.  Big  Four  et  al.,  on  a  finding  that 
the  rates  on  ripe  tomatoes  from  Jackson  and  St.  Francisville  to 
Vincennes,  Ind.,  were  not  unreasonable  between  August 
September  27,  1918. 

REPARATION   ON  COTTON 

A  recommendation  that  reparation  be  made  to  the  basis  of 
a  subsequently  reduced  rate  has  been  made  by  Examiner  C.  1. 
Kephart  in  a  tentative  report  on  No.  11882,  Armand  DeJean  vs. 
Director-General  as  agent,  on  account  of  a  rate  of  66  cents  on 
cotton  in  square  bales,  compressed,  from  Opelousas,  La.,  to 
Houston,  Tex.,  which  Kephart  thinks  should  be  held  to  have 
been  unreasonable  at  the  time  of  the  shipments  in  October  and 
November  1919.  At  the  time  of  the  movement  the  rate  on 
round  bales  was  47  cents  and  57  cents  on  square  bales  uncom- 
pressed. According  to  Kephart's  statement  the  method  used  in 
producing  tne  kind  of  square  bales  shipped  causes  the  saving  in 
car  space  greater  than  even  the  round  bale  process. 

CARBON    BLACK, IN    BAGS 

Dismissal  of  the  complaint  has  been  recommended  by  Ex- 
aminer H.  W.  Archer  in  a  report  on  No.  11607,  Ault  &  Wiborg 
vs.  Kansas,  Oklahoma  &  Gulf  et  al.,  on  a  holding  that  charges 
on  carload  shipments  of  carbon  black,  in  bags,  from  DeWar, 
Okla.,  to  Seattle,  Wash.,  and  San  Francisco,  Calif.,  for  export, 
were  not  unreasonable. 

RATE   ON    MARBLE   SPALLS 

Examiner  J.  magar  Smith  in  a  tentative  report  on  No.  11531, 
Appalachian  Marble  Co.,  Inc.,  vs.  Southern  et  al.,  has  recom- 
mended dismissal  on  a  holding  that  the  rate  on  marble  spalls 
from  quarries  near  Knoxville  into  Knoxville  are  not  unreason- 
able. The  rate  in  issue  was  40  cents  per  ton  after  July,  1919, 
and  80  cents  a  ton  prior  to  that  time  and  after  June  25,  1918. 


REPORT    ON    REPARATION. 

In  a  report  on  No.  2420,  Louisiana  Central  Lumber  Co.  et  al., 
vs  Chicago,  Burlington  &  Quincy  et  al.,  Examiner  H.  W.  Archer, 
has  made  a  recommendation  as  to  the  amount  of  reparation  to 
be  paid  by  various  carriers  in  accordance  with  the  Commission's 
original  reports  in  this  case  in  19  I.  C.  C.  233  and  35  I.  C.  C.  38. 
Archer  said  that  the  Beaumont,  Sour  Lake  &  Western,  Chicago 
Great  Western;  Houston  &  Texas  Central;  New  Orleans,  Texas 
&  Mexico;  Trinity  &  Brazos  Valley  and  V.  S.  &  P.,  were  not 
named  as  defendants  in  the  proceeding  but  that  they  might  par- 
ticipate in  the  reparation. 


RATE  ON   BRICK 

Attorney  Examiner  A.  R.  Mackley,  in  a  report  on  No.  11395, 
Gary  Sand-Lime  Brick  Co.,  vs.  A.  T.  &  S.  F.  et  al.,  has  recom- 
mended a  holding  that  a  rate  of  70  cents  on  common  brick  from 
Millers,  Ind.,  to  points  in  Chicago  Switching  district  was  unrea- 
sonable from  November  8,  1918  to  August  26,  1920,  when  the 
order  in  Ex  Parte  No.  74  became  effective,  to  the  extent  that  it 
exceeded  30  cents;  that  since  that  date  it  had  been  unreasonable 
to  the  extent  that  it  exceeded  and  exceeds  42  cents;  and  that  for 
the  future  will  be  unreasonable  to  the  extent  that  it  exceeds  the 
contemporaneous  rate  within  the  Chicago  Switching  District. 
Mackley  said  that  Miller  is  virtually  a  part  of  the  Chicago 
Switching  District. 


DIVISION   FOR   F.  P.  &   E. 

In  a  tentative  report  on  No.  10236,  Diamond  Alkali  Co.  vs. 
Fairport,  Painesville  &  Eastern  et  al.,  Attorney  Examiner  Wil- 
liam A.  Disque,  has  recommended  that  the  Fairport,  Painesville 
&  Eastern  be  held  to  be  entitled  to  a  division  of  $3.50  a  car  on 
traffic  interchanged  with  trunk  line  connections  between  Alkali, 
O.,  a  junction  point,  and  destinations  and  points  of  origins  in 
other  states.  The  road  is  owned  by  substantially  the  same  inter- 
ests as  the  complainant  and  is  about  4%  miles  long.  The  Alkali 
Company  is  the  principal  shipper  over  its  rails.  Under  federal 
control  a  division  of  $1.76  per  car  was  offered  to  the  short  line 
but  it  was  refused.  Negotiations  after  the  end  of  federal  con- 
trol between  the  trunk  lines  and  the  short  line  were  without  re- 
sult. In  1914-15-16,  Disque  said  the  short  line  earned  more  than 
enough  to  pay  6  per  cent  on  its  investment. 


SUGAR,  NEW  ORLEANS  TO  SELMA 

An  award  of  reparation  has  been  recommended  by  Examiner 
C.  I.  Kephart  in  a  report  on  No.  11682,  Chamber  of  Commerce 
of  Selma,  Ala.,  vs.  L.  &  N.  et  al.,  on  a  holding  that  a  rate  of  32 
cents  on  sugar  from  New  Orleans  to  Selma  was  unreasonable  to 


the  extent  that  it  exceeded  29  cents,  to  which  basis  reparation 
should  be  ordered.  The  recommendation  was  based  on  the  fact 
that  for  a  long  time,  Selma  and  Montgomery  were  on  a  parity 
in  rates  from  New  Orleans.  In  57  I.  C.  C.,  610,  the  Commission 
held  that  a  rate  of  32  cents  on  sugar  from  New  Orleans  to  Mont- 
gomery was  unreasonable  and  ordered  it  reduced  to  29  cents. 
Selma  was  not  reduced  at  the  same  time,  so  there  is  to  be  rep- 
aration on  shipments  since  the  time  the  reduction  was  made  to 
Montgomery.  The  Selma  rate  is  now  29  cents,  hence  no  order 
for  the  future  is  necessary. 


CHARGE    ON    RAW    CLAY 

A  recommendation  of  dismissal  has  been  made  by  Examiner 
John  H.  Howell  in  a  report  to  the  Commission  on  No.  11650, 
Texarkana  Pipe  Works  vs.  Director-General,  as  agent.  The  ex- 
aminer thinks  the  Commission  should  hold  that  a  minimum 
charge  of  $15  per  car  on  raw  clay  from  Post  Pipe  Spur,  Ark.,  to 
the  complainant's  plant  in  Texarkana,  Tex.,  a  distance  of  5.5 
miles,  is  not  unreasonable.  The  complainant  argued  for  a  rate 
of  1.5  cents  per  100  pounds  and  a  minimum  of  80,000  pounds. 

CLASSIFICATION  OF  SPEEDOMETERS 

Examiner  Richard  T.  Eddy,  in  a  report  to  the  Commission 
on  No.  11669,  Stewart- Warner  Speedometer  Corporation  et  al. 
vs.  C.  &  N.  W.,  Director-General  et  al.,  has  recommended  a  hold- 
ing that  the  rating  in  Western  Classification  territory  of  speed- 
ometer heads  and  complete  speedometers  at  double  first  class 
L.  C.  L.  and  second  class  in  carloads  from  Chicago  to  points  on 
the  Pacific  coast  was  not  unreasonable.  He  also  recommended  a 
rating  of  first  class  on  speedometer  connections  in  L.  C.  L.  quan- 
tities for  the  future  and  a  denial  of  reparation  on  shipments  of 
connections  at  higher  ratings. 


EXPORT  RATES  ON  FROZEN  MEAT 

\  recommendation  for  a  finding  of  unreasonableness  and  an 
award  of  reparation  has  been  made  by  Examiner  F.  W.  McM. 
Woodrow  in  a  tentative  report  on  No.  11227,  Hansen  Packing  Co. 
vs.  Northern  Pacific  et  al.,  on  shipments  of  frozen  fresh  meat 
from  Bufte,  Mont.,  to  New  York  for  export,  between  June  25  and 
August  31,  1918.  When  export  rates  were  cancelled  Butte  had 
to  pay  an  increase  of  87  per  cent,  while  packers  at  Chicago  and 
other  big  packing  centers,  not  having  export  rates,  had  to  pay 
an  increase  of  only  25  per  cent.  Woodrow  recommended  repara- 
tion to  the  basis  of  a  subsequently  established  rate  of  $2  per  100 
pounds. 


RATE  ON  SECOND  HAND  PLATE  IRON  TANKS 

Reparation  has  been  recommended  by  Examiner  Charles  R. 
Seal  in  a  report  on  No.  11977,  Mexican  Gulf  Oil  Company  vs. 
Midland  Valley  et  al.,  on  account  of  an  unreasonable  rate  on 
second  hand  plate  iron  tanks,  K.  D.,  from  Watkins,  Okla.,  to  Port 
Arthur,  Tex.  A  joint  fifth-class  rate  of  87.5  cents  was  applied. 
Seal  found  that  a  commodity  rate  of  69  cents  applied  on  new 
tanks  from  Tulsa  and  Sand  Springs  to  Galveston  and  thinks 
that  reparation  should  be  made  to  that  basis. 


RATES   ON   COAL  TAR  OIL 

In  a  tentative  report  on  No.  11279,  Chattanooga  Coke  &  Gas 
Co.  vs.  Dayton,  Toledo  &  Chicago  et  al.,  Examiner  Lawrence  Sat- 
terfield  has  recommended  a  holding  that  the  rates  on  coal  tar  oil 
in  tank  cars  from  Chattanooga,  Tenn.,  to  Solvay,  N.  Y.,  between 
May  8,  1918,  and  January  24,  1919,  were  unreasonable  and  unduly 
prejudicial  to  the  extent  and  because,  prior  to  June  25,  1918,  they 
were  more  than  29  cents  and  more  than  36.5  cents  after 
that  day  and  because  they  were  in  excess  of  the  aggregate  of  the 
intermediate  over  the  same  route.  The  rates  mentioned  were 
those  in  effect  from  Birmingham,  Ala.,  a  more  distant  point,  to 
Solvay.  Satterfield  recommended  reparation  to  that  basis,  that 
fourth  section  relief  be  denied,  and  that  the  railroads  be  required 
to  establish  joint  rates  not  in  excess  of  the  aggregate  of  the  in- 
termediates. 


UNION    PACIFIC    BONDS 

The  Union  Pacific  has  been  authorized  by  the  Commission 
to  issue  first  lien  and  refunding  mortgage  bonds  payable  In 
dollars  in  exchange  for  not  exceeding  £771,600  of  similar  bonds 
which  may  be  surrendered  by  the  holders  thereof,  as  provided 
in  the  applicant's  first  lien  and  refunding  mortgage  dated  June  1, 
1908.  The  equivalent  in  dollars  of  the  sterling  bonds  is  $3,742,- 
260,  the  Commission  said.  At  the  same  time  the  Commission 
also  authorized  the  Oregon-Washington  Railroad  &  Navigation 
Company  to  issue  first  and  refunding  mortgage  bonds  payable 
in  dollars  in  exchange  for  not  exceeding  £3,782,400  of  similar 
bonds  which  may  be  surrendered  by  the  holders  thereof  as  pro- 
vided in  the  applicant's  first  and  refunding  mortgage  dated  Jan- 
uary 3,  1911.  If  all  of  the  sterling  bonds  are  surrendered,  the 
issue  of  dollar  bonds  in  the  aggregate  of  $18,912,000  will  be 
required. 
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RAILWAY  LABOR  PETITION  DENIED 

The  United  States  Railway  Labor  Board,  February  10,  de- 
not.  to  grant  the  requests  of  the  Association  of  Railway 
s,  presented  January  31  by  W.  W.  Atterbury,  chairman 
of  the  association's  labor  committee.  It  did  not  wait  to  hear  from 
the  labor  leaders  who  were  scheduled  to  appear  before  the  board 
that  (lay.  Regarding  the  first  of  these  requests,  which  urged  the 
immediate  abrogation  of  all  the  national  agreements,  placing  the 
employes  back  in  the  position  they  occupied  in  their  relations 
with  the  roads  prior  to  December  26,  1917,  the  board  ruled  that 
to  do  so  would  be  in  violation  of  section  307  of  the  transporta- 
tion act,  which  provides  for  working  conditions  that  are  just  and 
reasonable.  It  is  Impossible  to  know  about  this,  the  board  said, 
unless  the  labor  side  of  the  dispute  is  fully  heard.  Jurisdiction 
over  the  second  request,  in  which  the  roads  asked  to  be  allowed 
to  hire  unskilled  labor  at  local  prices,  was  disclaimed  by  the 
hoard,  because  it  appeared  that  the  roads  and  the  employes  had 
made  no  effort  to  confer  prior  to  bringing  the  request  to  the 
board,  under  section  301  of  the  act. 

The  board  said  that  questions  involving  expense  and  finance 
irere  required  by  law  to  be  heard  by  the  Interstate  Commerce 
Commission.  Railway  men  see  in  this  a  determination  by  the 
board  not  to  allow  the  state  of  finances  of  the  roads  to  have 
weight  in  deliberations  by  that  body.  The  board  promised  to 
use  the  utmost  expedition  in  rendering  a  decision  on  rules  and 
regulations,  and  warned  that  further  Introduction  of  unwar- 
ranted demands  would  only  delay  proceedings. 

In  spite  of  the  promise  of  expedition,  it  is  expected  that  some 
time  will  elapse  before  a  decision  is  handed  down.  It  is  the  evi- 
dent intention  of  the  board  to  consider  the  matter  rule  by  rule. 

In  its  decision  on  the  Atterbury  requests,  the  board  said: 

"On  December  18,  1920,  this  board  notified  the  parties  to  the 
dispute  that  a  hearing  of  that  portion  of  the  dispute  relating  to 
rules  and  working  conditions  would  be  heard  beginning  Monday, 
January  10,  1921. 

"Accordingly,  on  that  date  the  representative  of  the  carriers 
presented  evidence  and  argument  tending  to  show  that  the  rules 
and  working  conditions  embodied  in  the  agreements  entered  into 
by  the  Director-General  and  the  several  organizations  of  railroad 
employes  were  in  many  respects  unjust  and  unreasonable  and 
continued  to  present  evidence  and  arguments  as  stated  until 
February  3,  1921. 

"On  January  31,  1921,  the  chairman  of  the  labor  committee 
of  the  Association  of  Railway  Executives  appeared  before  the 
board  and  urged  that  this  board  at  once  take  the  following  action 
in  order  to  avoid  a  financial  catastrophe  to  the  railroads: 

"First.  That  the  national  agreements,  rules  and  working  con- 
ditions entered  into  or  authorized  by  the  United  States  Railroad 
Administration  be  terminated  at  once;  that  the  question  of  rea- 
sonable rules  and  working  conditions  be  remanded  to  negotiations 
between  each  carrier  and  its  own  employes  and  that  as  the  basis 
for  such  negotiations,  the  agreements,  rules  and  working  con- 
ditions, in  effect  as  of  December  31,  1917,  be  re-established. 

"Second.  That  the  board  set  aside  its  decision  expressed  in 
Decision  No.  2  as  to  what  constitutes  just  and  reasonable  wages 
for  unskilled  labor  and  that  it  substitute  the  prevailing  rate  of 
wages  in  the  various  territories  served  by  any  carrier. 

"Section  307  of  the  transportation  act,  1920,  provides: 

All  the  decisions  of  the  Labor  Board  In  respect  to  wages  or  sal- 
aries and  *  "  *  in  respect  to  working  conditions  of  employes  or 
subordinate  officials  of  carriers  shall  establish  rates  of  wages  and 
salaries  and  standards  of  working  conditions  which  in  the  opinion  of 
the  board  are  just  and  reasonable. 

"It  is  obvious  that  the  board  cannot  assume  without  evidence 
of  the  justness  and  reasonableness  of  the  agreements,  rules  and 
working  conditions  in  effect  on  each  railroad  as  of  December  31, 
1917,  that  such  agreements,  rules  and  working  conditions  would 
constitute  just  and  reasonable  rules  and  working  conditions  to- 
day on  the  railroads  parties  to  the  present  dispute.  To  make 
such  a  decision  without  evidence  and  careful  consideration  would 
be  an  abdication  of  the  functions  of  this  board  and  would  frus- 
trate the  purposes  of  the  transportation  act. 

"It  is  the  judgment  of  the  board,  therefore,  that  the  request 
of  the  Association  of  Railway  Executives  for  the  immediate  ter- 
mination of  existing  rules  must  be  and  is  accordingly  denied. 

"The  duty  is  imposed  upon  this  board  by  the  transportation 
act  of  determining  just  and  reasonable  wages  and  working  con- 
ditions for  employes  of  carriers.  All  questions  involving  the 
expense  of  operation  or  necessities  of  railroads  and  the  amount 
of  money  necessary  to  secure  the  successful  operation  thereof 
are  under  the  jurisdiction,  not  of  this  board,  but  of  the  Interstate 
Commerce  Commission. 

"This  board  is  not  insensible,  however,  of  the  fact  that  the 
national  agreements,  rules  and  working  conditions  which  are  the 
subject  matter  of  the  dispute  now  being  heard  by  the  board,  do 
affect  the  expenditures  of  the  railroads.  If  any  of  these  rules  and 
working  conditions  are  unjust  and  unreasonable,  they  constitute 
an  unwarranted  burden  upon  the  railroads  and  upon  the  public. 
It  is,  therefore,  the  duty  of  this  board  to  use  the  utmost  prac- 
ticable expedition,  consistent  with  the  necessary  time  for  hear- 


ing and  consideration,  in  determining  whether  any  of  the  rules 
and  working  conditions  now  In  effect  are  unreasonable. 

"The  board  Is  endeavoring  to  perform  this  obligation  and 
will  be  better  able  to  succeed  In  doing  BO  if  it  la  not  further  In- 
terrupted by  the  introduction  of  unwarranted  demands  by  either 
party. 

"The  board  must  also  deny  the  request  of  the  Association  of 
Railway  Executives  as  presented  by  the  chairman  of  its  labor 
committee  that  so  much  of  Decision  No.  2  as  fixed  wages  for 
unskilled  labor  be  set  aside  and  the  prevailing  rates  of  wages  In 
the  various  territories  served  by  any  carrjer  substituted. 

"The  boundaries  of  the  power  of  this  board  to  decide  con- 
troversies between  railroads  and  their  employes  are  set  out  in 
Section  307  of  the  transportation  act.  Section  307  (b)  provides: 

The  Labor  Board  upon  the  application  of  the  chief  executive  of 
any  carrier  *  •  •  shall  receive  for  hearing  and  an  soon  as  prac- 
ticable and  with  due  diligence  decide  all  disputes  with  respect  to  the 
wages  or  salaries  of  employes  not  decided  as  provided  in  Section  301. 

"Section  301  provides  that  it  shall  be  the  duty  of  all  carriers 
and  their  officers,  employes  and  agents  to  consider  disputes  In 
conference  between  representatives  designated  and  authorized 
so  to  confer  by  the  carriers  or  the  employes  or  subordinate  offi- 
cials thereof  directly  interested  in  the  dispute.  If  the  dispute  is 
not  decided  in  conference,  it  shall  be  referred  by  the  parties  to 
the  Railroad  Labor  Board. 

"It  does  not  appear  that  there  has  been  any  attempt  on  the 
part  of  the  Association  of  Railway  Executives  to  secure  con- 
ference with  representatives  of  the  unskilled  laborers  directly 
interested  in  this  controversy. 

"The  board  is,  therefore,  without  jurisdiction  to  take  the 
action  requested." 

Labor  leaders  were  elated  at  the  decision,  and  Frank  P. 
Walsh,  general  counsel  for  the  railroad  brotherhoods,  speaking 
before  the  Board  immediately  after  its  reading,  characterized 
it  as  "the  most  important  decision,  other  than  legislative,  ever 
made  in  this  country  in  the  interests  of  citizenship." 

Mr.  Walsh  said  that  fifty  per  cent  of  the  rules  now  being 
attacked  as  obsolete  "war-time  measures"  were,  in  fact,  in  effect 
before  the  war.  "The  $300,000,000  that  Gen.  Atterbury  claims 
the  roads  are  losing  through  the  operation  of  these  rules  rep- 
resents only  five  per  cent  of  the  operating  earnings  of  these 
roads.  Therefore,  his  statement  that  any  such  amount  would 
afford  relief  from  acute  financial  distress  is  lacking  in  logic. 

"We  admit  that  some  roads  are  on  the  verge  of  bankruptcy, 
but  investigation  will  show  that  these  are  the  ones  that  are 
chronically  in  that  condition.  The  railroads  in  class  I  approxi- 
mate about  ninety  per  cent  of  the  mileage  of  the  country,  and 
number  about  200  separate  lines.  Of  these,  170  are  in  posses- 
sion of  a  credit  surplus  of  $3,010,000,000,  while  the  30-odd  com- 
plained of  show  a  deficit  of  only  $116,000,000.  When  the  pro- 
visions of  the  transportation  act  regarding  railroad  consolidation 
are  carried  out  the  condition  of  these  few  roads  will  be  bettered." 

Mr.  Walsh  charged  that  Mr.  Atterbury's  statement  was  made 
to  the  Board  in  the  hope  that  a  decision  in  favor  of  the  roads 
would  bear  weight  in  the  collection  of  millions  of  dollars'  worth 
of  claims  from  the  government.  Although  the  decision  of  the 
Board  had  eliminated  all  the  financial  end  from  the  controversy, 
Mr.  Walsh  adhered  to  his  announced  determination  to  request 
the  subpoenaing  of  a  number  of  important  railroad  executives 
and  financiers.  He  said  these  men  could  throw  light  on  the 
situation  which  would  go  to  prove  that  the  present  rules  and 
regulations  are  not  wasteful  and  burdensome.  The  following 
are  those  for  whom  subpoenas  were  requested:  Robert  Lovett, 
William  Rockefeller,  H.  W.  De  Forest,  A.  H.  Smith,  G.  F.  Baker. 
H.  S.  Vanderbilt,  Samuel  Rea,  L.  F.  Loree,  H.  A.  County,  A.  N. 
Krech,  F.  H.  Davis,  Fairfax  Harrison,  W.  W.  Atterbury,  J.  E. 
Reynolds,  Charles  Steele,  Howard  Elliott,  M.  H.  Smith,  Charles 
Hayden,  A.  H.  Harris,  Julius  Kruttschnitt,  Charles  E.  Ingersoll, 
E.  T.  Stotesbury,  E.  V.  R.  Thayer,  T.  DeWitt  Cuyler  and  H. 
Walter. 

B,  M.  Jewell,  president  of  the  railway  employes'  section  of 
(he  A.  F.  of  L.,  was  to  appear  before  the  Board,  but  he  pleaded 
that  the  decision  invalidated  most  of  his  proposed  testimony 
and  asked  for  time  in  which  to  revise  it.  The  board  promised 
to  consider  his  request. 

Following  the  rendering  of  the  decision,  Mr.  Atterbury  ad- 
dressed a  letter  to  Chairman  R.  M.  Barton,  of  the  board,  in 
which  he  said  that  the  situation  of  the  roads  was  even  more 
urgent  now  than  it  was  on  January  31.  He  expressed  satisfac- 
tion with  the  determination  of  the  board  to  hurry  matters,  and 
promised  to  see  that  conferences  were  immediately  held  be- 
tween the  roads  and  representatives  of  their  unskilled  labor. 

"I  wish  now  to  direct  your  attention  to  the  fact  that  the 
financial  situation  of  the  railways  is  even  worse  than  it  was  on 
January  31,  and  is  constantly  growing  more  urgent,"  says  this 
letter. 

"Your  board  in  its  decision  has  very  properly  said  that  'all 
questions  involving  the  expense  of  operation  or  the  necessities 
of  railroads'  are  under  the  jurisdiction  of  the  Interstate  Com- 
merce Commission.  If  there  Is  any  doubt  in  the  mind  of  the 
board  of  the  correctness  of  my  statement  of  the  serious  financial 
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condition  of  the  railways,  1  beg  you  to  request  immediately  a 
statement  of  the  facts  from  the  Interstate  Commerce  Commis- 

"In  your  decision  you  say  that  the  board  is  not  insensible 
of  the  fact  that  national  agreements,  rules  and  working  condi- 
tions affect  the  expenditures  of  the  railroads,  and  that  if  any 
of  them  are  unjust  and  unreasonable  they  constitute  an  unwar- 
ranted burden  upon  the  railroads  and  the  public.  This  matter 
of  rules  and  working  conditions  has  been  in  controversy  ever 
since  the  railroads  were  returned  to  private  operation— almost 
a  year.  The  unwarranted  burden  imposed  by  unreasonable  rules 
and  working  conditions  is  especially  great  and  dangerous  at 
a  time  of  financial  stress,  such  as  the  present.  It  is,  therefore, 
gratifying  that  you  announce  you  intend  to  proceed  to  a  deter- 
mination of  the  reasonableness  of  the  existing  national  agree- 
ments, rules  and  working  conditions  with  the  utmost  practicable 
expedition. 

"With  regard  to  the  wages  of  unskilled  labor,  the  Associa- 
tion of  Railway  Executives  will  take  immediate  steps  to  have 
that  matter  presented  in  definite  controversies  between  individual 
carriers  and  their  employes.  The  statement  in  your  decision, 
'It  does  not  appear  that  there  has  been  any  attempt  on  the  part 
of  the  Association  of  Railway  Executives  to  secure  a  conference 
with  representatives  of  the  unskilled  laborers  directly  interested 
in  this  controversy,'  is  true.  It  is  the  function  of  the  individual 
carriers  to  hold  such  conferences." 

Following  the  adjournment  of  the  rules  and  regulations  hear- 
ing in  the  afternoon,  the  board  took  up  the  matter  of  the  em- 
ployes' complaint  against  a  proposed  wage  reduction  on  the 
Atlanta,  Birmingham  &  Southern.  The  employes  pointed  out 
that  the  chief  contention  of  the  board  was  that  it  is  financial!) 
unable  to  carry  its  present  labor  costs,  and  said  that  the  board  s 
decision  not  to  consider  finances  should  be  cause  enough  to 
order  the  road  not  to  cut  wages.  The  wage  reduction  proposed, 
the  employes  allege,  amounts  to  practically  50  per  cent.  W.  S. 
Carter,  president  of  the  Brotherhood  of  Locomotive  Firemen, 
spoke  for  the  employes  and  President  B.  L.  Bugg,  of  the  A.  B.  & 
A.,  presented  the  case  for  his  road. 

Maintenance  of  way  'employes  of  the  Frisco  lines  in  Texas 
filed  a  petition  asking  for  a  hearing  in  connection  with  the  re- 
cent wage  reduction  in  unskilled  labor  on  those  lines. 

Labor  leaders,  headed  by  B.  M.  Jewell,  won  another  post- 
ponement of  their  hearing  from  the  Labor  Board,  February  7. 
The  hearing,  which  was  to  have  taken  place  on  that  day,  was  set 
for  February  10.  Mr.  Jewell  asked  for  a  further  postponement 
on  the  grounds  that  he  "needed  more  time  to  prepare  labor's 
answer  to  the  roads'  requests." 

E.  T.  Whiter,  chairman  of  the  conference  committee  of  the 
railroad  managers,  who  has  been  testifying  before  the  board 
regarding  the  national  agreements,  protested  against  further 
postponement,  and  read  into  the  record  a  letter  he  had  received 
from  W.  W.  Atterbury.  This  letter  stated  that,  in  the  opinion 
of  the  executives,  labor  leaders  had  had  ample  time  to  prepare 
their  case  and  that  no  further  extension  of  time  should  be 
granted.  It  pointed  out  again  that  the  present  state  of  the  rail- 
roads was  so  acute  that  every  day  of  delay  meant  damage.  It 
concluded : 

"This  letter  is  not  in  any  sense  a  protest  against  Mr.  Jewell's 
having  his  day  in  court,  but  I  think  we  are  fully  justified  in  pro- 
testing against  any  misuse  of  the  right  to  be  heard  for  the  pur- 
pose— or  having  the  effect — of  delaying  the  time  when  the  board 
can,  with  propriety,  give  the  relief  to  which  the  railroads  and 
the  public  are  entitled." 

President  Answers   Labor   Leaders 

In  a  message  addressed  to  J.  F.  Anderson,  vice-president, 
International  Association  of  Machinists;  E.  F.  Grable,  president 
of  the  United  Brotherhood  Maintenance  Employes;  and  Thomas 
DeWitt  Cuyler,  chairman,  Association  of  Railway  Executives, 
President  Wilson,  February  6,  refused  to  intervene  in,  or  to 
place  before  Congress  the  wage  dispute  now  going  on  before 
the  Labor  Board.  The  message  is  an  answer  to  the  messages 
sent  him  last  week  by  the  labor  leaders,  in  which  they  asserted 
that  the  executives  had  not  taken  their  requests  to  the  proper 
body. 

"I  have  carefully  considered  the  several  telegrams  addressed 
to  me  dealing  with  the  labor  questions  and  railroad  manage- 
ment now  under  consideration  by  the  Railroad  Labor  Board  in 
Chicago,"  says  the  President's  message. 

"The  transportation  act  approved  February  28,  1920,  to  a 
greater  extent  than  any  previous  legislation  places  all  questions 
dealing  with  finances  and  railroad  management  and  necessary 
rates  under  the  jurisdiction  of  the  Interstate  Commerce  Com- 
mission; hence  all  questions  involving  the  expense  of  operation, 
the  necessities  of  the  railroads,  and  the  amount  of  money  neces- 
sary to  secure  the  successful  operation  thereof  are  now  under 
the  jurisdiction  of  the  Commission. 

"At  the  same  time,  the  act  places  all  questions  of  dispute 
between  carriers  and  their  employes  and  subordinate  officials 
under  the  jurisdiction  of  the  Railroad  Labor  Board,  now  sitting 
in  Chicago.  „ 

"The  board  is  composed  of  three  members  constituting  the 


labor  group,  representing  the  employes  and  subordinate  offi- 
cials of  the  carriers;  three  members  constituting  the  manage- 
ment group,  representing  the  carriers,  and  three  members  con- 
stituting the  public  group,  representing  the  public.  So  far  as 
I  am  advised,  the  board  may  be  relied  upon  to  give  careful  and 
intelligent  consideration  to  all  questions  within  its  jurisdiction. 
To  seek  to  influence  either  of  these  bodies  upon  anything 
which  has  been  placed  within  their  jurisdiction  by  Congress 
would  be  unwise  and  open  to  grave  objection. 

"It  would  be  manifestly  unwise  for  me,  therefore,  to  take 
any  action  that  would  interfere  with  the  orderly  procedure  of 
the  Interstate  Commerce  Commission,  or  of  the  Railroad  Labor 
Board;  and  all  matters  mentioned  in  your  telegram  are  within 
the  jurisdiction  of  one  or  the  other  of  these  bodies;  and  in 
their  action  I  think  we  may  repose  entire  confidence. 

"In  view  of  the  foregoing,  it  does  not  seem  wise  to  comply 
with  your  suggestion  that  the  matter  be  submitted  before  Con- 
gress, and  the  only  action  deemed  necessary  is  to  submit  copies 
of  the  telegrams  received  from  you  and  from  the  representatives 
of  the  railroad  executives  to  the  Interstate  Commerce  Commis- 
sion, and  to  the  Railroad  Labor  Board,  for  such  action  as  these 
parties  may  deem  wise  in  its  premises;  this  will  be  done." 

Immediately  following  the  receipt  of  this  wire  Mr.  Cuyler 
telegraphed  the  President  congratulating  him  on  his  stand  in 
the  matter  and  pointing  out  that  the  railroad  executives  had 
never  contended  that  the  matter  should  be  taken  up  with  anyone 
except  the  Labor  Board. 

"I  acknowledge  with  thanks  the  courtesy  of  your  telegram 
of  today,"  says  Mr.  Cuyler.  "Your  conclusion  that  the  United 
States  railroad  labor  board  is  the  appropriate  body  to  settle  the 
questions  now  properly  before  It,  and  the  Interstate  Commerce 
Commission  is  the  proper  body  to  settle  any  other  questions 
regarding  the  responsibility  of  the  railroad  companies  for  the 
character  of  their  operation,  Is,  in  our  judgment,  the  sound  and 
proper  conclusion.  We  appreciate  your  promoting  the  cause  of 
orderly  procedure  by  the  position  which  you  have  taken. 

"I  assume  that  your  statement,  '  it  does  not  seem  wise  to 
comply  with  your  suggestion  that  the  matter  be  submitted  to 
the  Congress,'  was  intended  as  a  reply  only  to  the  representa- 
tives of  the  railway  employes,  as  we  have  never  at  any  time 
made  such  suggestion. 

"Aside  from  the  adjustment  of  wages  of  unskilled  labor,  In 
accordance  with  now  existing  conditions,  our  effort  is  to  secure 
a  prompt  decision  on  one  fundamental  point,  namely,  that  the 
managements  for  efficient  and  economical  railway  operation 
shall  have  the  opportunity  to  adjust  rules  and  working  condi- 
tions to  meet  the  differing  needs  of  the  railroads  and  of  the 
territories  which  they  respectively  serve. 

"The  evidenee  which  we  have  already  presented  to  the 
United  States  Railroad  Labor  Board  demonstrates  beyond  ques- 
tion that  it  is  economically  unsound  and  can  only  be  fraught 
with  disaster  to  attempt  to  compel  all  the  railroads  in  the  coun- 
try, regardless  of  their  differing  conditons,  to  operate  under  rigid 
and  uniform  working  arrangements.  It  has  also  demonstrated 
that  the  existing  wartime  working  arrangements  not  only  deny 
this  necessary  right  of  variation  but  that  they  scandalously  in- 
flate the  labor  cost  of  railway  operation  and  result  in  enormous 
waste  and  inefficiency. 

"Upon  their  termination,  the  railroads  stand  ready  to  adjust 
their  rules  and  working  conditoins  in  accordance  with  the  differ- 
ing normal  needs  of  the  country,  each  carrier  in  orderly  confer- 
ence and  negotiation  with  its  own  employes  and  in  obedience 
to  the  letter  and  spirit  of  the  transportation  act. 

"The  railroads  are  also  prepared  to  fully  meet  before  the 
Interstate  Commerce  Commission  any  responsible  charges  or 
inquiries  regarding  their  operation.  They  do,  however,  strongly 
object  to  the  obvious  attempt  of  certain  leaders  of  the  railway 
employes  to  evade  the  real  questions  at  issue  and  to  delay  and 
becloud  their  settlement  by  irrelevant  and  unfounded  charges." 

President  Wilson,  in  drafting  his  reply,  followed  recom- 
mendations made  by  John  Barton  Payne,  Secretary  of  the  In- 
terior and  Director-General  of  the  Railroad  Administration.  The 
telegrams  pertaining  to  the  question  at  issue  had  been  referred 
to  Mr.  Payne  by  the  President. 


C.  &  O.  STOCK 

The  Chesapeake  &  Ohio  has  been  authorized  by  the  Com- 
mission to  issue  from  time  to  time  not  to  exceed  $50,225,000, 
par  value,  of  common  capital  stock,  and  to  exchange  said  stock 
for  its  five  per  cent  convertible  thirty-year  secured  gold  notes. 
The  bonds  were  issued  with  the  privilege  of  conversion  into 
stock  and  the  holders  of  some  of  the  bonds  have  requested  the 
applicant  to  convert  their  bonds  into  stock. 


CENTRAL  OF  GEORGIA  EQUIPMENT 

The  Central  of  Georgia  Railway  Company  has  been  author- 
ized to  enter  into  an  equipment  trust  agreement  under  which 
$650,000  of  trust  certificates  will  be  issued,  bearing  6>£  per  cent 
interest.  The  company  proposes  to  acquire  7  locomotives,  13 
passenger  cars  and  4  express  cars  at  an  estimated  total  cost  of 
$1,088,835.42.  Arrangements  have  been  made  with  Kuhn.  Loeb  & 
Co.,  for  the  sale  of  the  certificates  at  96  per  cent  of  par. 


Kehruary    12,    l!ll!l 


T11K     TRAFFIC     WORLD 


329 


WINSLOW  BILL  PASSES  HOUSE 

Tht  Tragic  World   Washington  Burtatt 

Without  a  record  vote,  the  House  passed  the  Wlnslow  par- 
lial  payment  bill,  February  8,  under  a  special  resolution  from 
l lie  commit  toe  on  rules  providing  for  an  hour  of  debate.  The 

sure   was   sent   to   the   Senate   where   It   Is   expected   to   be 

I'd  before  the  end  of  the  present  session. 

Representative  Rayburn,  of  Texas,  who  opposed  passing  the 
bill  under  suspension  of  rules  on  February  7,  spoke  In  favor  of 
ilu>  bill. 

"I  think  at  this  time  that  we  should  give  the  railroads  these 
partial  payments  that  they  may  under  the  most  favorable  cir- 
cumstances that  we  can  present  them  try  to  perform  their  func- 
tiiuis  as  carriers,"  said  he.  "I  believe  the  American  people  are 
willing  to  pay  the  cost,  the  actual  cost,  of  an  efficient  transpor- 
taiion  system.  I  do  not  believe  that  they  are  willing  or  should 
he  called  upon  to  pay  more  than  the  actual  cost  of  that  trans- 
portation, and  the  service  that  they  get.  I  want  to  give  private 
ownership  a  fair  chance,  and  then  if  under  liberal  laws,  they 
can  not  operate,  it  will  be  time  then  to  consider  something  else. 

"I  do  not  know  what  others  think  at  this  time,  but  after 
much  consideration  of  not  only  the  condition  of  the  country  at 

time  but  the  time  when  we  return  to  normal,  I  believe  that 
tln>  railroad  rates  at  the  present  time  are  more  than  the  traffic 
will  bear,  even  in  normal  times.  I  do  not  know  what  those 
charged  with  authority  will  do  about  reducing  these  rates',  but 
I  say  they  must  be  reduced  or  else  the  commerce  of  this  country 
will  be  stifled.  Therefore  I  hope  by  giving  the  railroads  this 
money  that  we  owe  them,  that  is  a  fair  and  legal  obligation 
against  the  government,  that  they  may  be  able  by  effecting 
economies  and  a  little  more  honesty  in  their  operations  to  have 
an  efficient  transportation  system  in  this  land  at  a  lower  cost 
than  we  are  getting  it  for  today." 

Representative  Dewalt,  of  Pennsylvania,  said  the  govern- 
ment should  pay  the  money  because  it  owed  it  to  the  railroads 
and  he  asked  whether  a  technicality  in  law  should  stand  in  the 
way  of  a  just  payment  of  a  debtor  to  a  creditor.  Representative 
Webster  of  Washington  said  after  serious  consideration  of  the 
bill  he  could  not  find  a  single  objection  to  It. 

"It  merely  authorizes  the  government  to  practice  the  every- 
day, common-sense,  honest  method  of  paying  its  obligations  in 
installments  rather  than  in  gross,"  said  he. 

Representative  Dempsey,  of  New  York,  said  there  appeared 
to  be  an  impression  among  some  of  the  members  that  the  bill 
provided  for  advance  payments  of  money  that  was  not  actually 
due  but  that  that  was  not  the  case. 

One  of  his  characteristic  attacks  on  the  railroads  was  made 
by  Representative  Huddleston  of  Alabama,  declaring  that  "it  is 
a  railroad  hold-up  of  the  usual  kind." 

"Brushing  away  the  smoke  of  the  disguise  we  see  the 
tVinslow  bill  in  the  clear  light  as  a  cynical  proposal  to  donate 
public  money  to  the  railroads,  not  to  pay  them  what  is  owing, 
but  to  anticipate  a  debt  not  yet  due — not  to  pay  the  agreed 
amount,  but  to  enormously  swell  it  so  that  the  government  will 
lose  several  hundred  millions  in  the  end,"  said  he. 

The  Alabamian,  continuing  in  his  radical-pro-labor  argument, 

nged  that  the  railroads  had  not  lived  up  to  the  terms  of  the 

transportation  act  but  had  openly  violated  it  and  grossly  abused 

He  said  there  had  been  gross  waste  and  mismanagement, 
and  that  the  guaranty  had  been  swelled  by  waste,  extravagance 
and  dishonesty. 

Representative    Goodykoontz,    of    West    Virginia,    said    the 

I'  men  opposing  the  measure  "are  what  are  commonly  known 
as  the  Plumb  Planners."  He  said  they  wanted  to  see  the 
A i  '  i  r.in  railway  system  collapse. 

Declaring  he  was  not  a  "Plumb  Planner,"  Representative 
Blanton,  of  Texas,  said  he  was  against  the  bill  because  he  had 
reached  his  "limit"  when  he  voted  for  the  transportation  act. 

Representative  Husted  of  New  York  said  the  purpose  of 
Representative  Huddleston  was  plain — that  he  wanted  the  pri- 
vate operation  of  railroads  to  fail  and  that  in  order  to  bring 
•  hat  about  he  wanted  the  government  to  defer  the  payment  of 
'  a  just  debt. 

Later  the  Alabamian  declared  there  was  not  the  slightest 
foundation  for  the  charges  made  against  him  and  that  he  was 
acting  on  "information  and  reason." 

An  amendment  offered  by  Representative  Dewalt  substi- 
tuting the  words  "prima  facie,  but  not  conclusive  evidence  of 
their  correctness  in  amount,"  for  the  word  "binding"  in  the  last 
line  of  paragraph  (b)  of  the  bill  relating  to  estimates  to  be 
made  by  the  Commission  in  making  final  settlements  under  the 
guaranty,  was  agreed  to.  Mr.  Dewalt  said  the  change  was 
recommended  to  protect  the  government  against  errors  that 
might  b^  made  bv  the  Commission  in  making  such  estimates  and 
that  he  felt  the  word  "binding"  went  too  far. 

The  Dewalt  amendment  was  the  only  change  made  In  the 
I'll  -liliMiu!  -v  i  c-'-iil  other  amendments  were  offered  and  re- 
ji'i-ted.  One  of  these,  submitted  by  Representative  McKeown  of 
Oklahoma,  provided  that  no  carrier  nor  the  American  Railway 
Express  Company  receiving  partial  payments  shall  declare 


any  dividend  before  paying  all  final  and  valid  judgments  pending 
unsatisfied  against  such  carriers.  Mr.  McKeown  said  a  number 
of  railroads  were  holding  up  the  payment  of  such  claims  because 
the  government  had  not  paid  the  money  due  them  and  that  If 
partial  payments  were  to  be  made,  the  roads  should  satisfy  the 
claims  against  them.  Representative  Pell  of  New  York  wanted 
to  limit  the  partial  payments  to  90  per  cent  of  the  amounts  esti- 
mated by  the  Commission.  Representative  Barkley  of  Kentucky 
offered  an  amendment  undor  which  the  carriers  would  have 
had  to  pay  6  per  cent  interest  on  any  excess  payments. 

Representative  Esch,  chairman  of  the  House  committee  on 
interstate  and  foreign  commerce,  made  a  motion  in  the  House, 
February  7.  to  suspend  the  rules  and  pass  the  Wlnslow  partial 
payment  bill.  It  failed  because  two-thirds  of  the  members 
did  not  vote  in  favor  of  it.  The  vote  was  220  for  and  111  against. 

Mr,  Esch  made  a  brief  explanation  of  the  bill  and  the  rea- 
sons why  it  should  be  passed.  He  said  the  guaranty  provisions 
were  put  in  the  transportation  act  because  the  carriers  had 
failed  to  earn  the  standard  return  during  federal  control  and 
that  without  the  guaranty  in  the  six  months  following  federal 
control  the  transportation  system  of  the  country  would  have 
failed  before  the  six  months  expired.  He  discussed  the  effects 
of  the  switchmen's  strike  and  the  wage  increases  ordered  by  the 
Railroad  Labor  Board. 

"The  1600,000,000  required  to  make  good  the  guaranty  is 
chargeable  in  part  to  the  order  of  the  Railroad  Labor  Board 
of  July  20,  1920,  increasing  the  pay  of  yardmen,  switchmen  and 
shopmen  who  had  been  promised  increases  under  federal  con- 
trol and  the  pay  of  other  employes  by  $618,000,000,  retroactive 
to  May  1,  1920,  which  meant  that  for  four  months  of  the  six 
months  of  the  guaranty  period  the  railroads  had  to  pay  over 
$200,000,000  additional  wages,"  said  he.  "The  guaranty  provi- 
sion is  a  legal  obligation.  This  bill  seeks  to  permit  the  payment 
of  what  is  left  unpaid  of  that  guaranty  by  means  of  partial 
payments. 

"Under  subsection  (h)  of  section  209  of  the  transportation 
act  there  has  been  paid  to  the  carriers  by  way  of  advances  the 
sum  of  $264,000,000  and  to  the  American  Railway  Express  Com- 
pany. $19,700,000,  leaving  unpaid  something  like  $340,000,000.  If 
this  bill  passes,  this  balance  may  be  paid  in  partial  payments." 

Reviewing  the  action  of  the  Secretary  of  the  Treasury  in 
refusing  to  honor  certificates  of  the  Commission  for  partial  pay- 
ments, Mr.  Esch  said  that  if  the  decision  of  the  Treasury  were 
sustained,  the  result  would  be  a  delay  of  months  and  years 
before  final  settlements  could  be  made.  He  said  the  inability 
of  the  carriers  to  get  the  money  due  them  resulted  in  the  supply 
concerns  being  unable  to  pay  their  employes  and  that  some 
plants  had  been  shut  down. 

"In  this  bill,"  he  continued,  "we  simply  want  to  give  the 
Interstate  Commerce  Commission  the  right  to  issue  certificates 
for  partial  payments  and  have  them  honored  by  the  Treasury 
Department,  so  that  the  railroads  can  get  this  money,  so  that 
unemployment  can  be  reduced,  and  so  that  this  money  can  be 
put  into  circulation  and  so  that  business  may  be  restored." 

Representative  Barkley  of  Kentucky  said  he  had  voted  for 
the  bill  in  committee,  but  that  he  did  not  believe  the  measure 
should  pass  under  suspension  of  the  rules.  He  referred  to  the 
bill  as  an  appropriation  measure  of  $340,000,000.  Representative 
Temple  called  his  attention  to  the  fact  that  the  bill  carried  no 
appropriation,  the  appropriation  having  already  been  made  in 
previous  legislation. 

"It  is  nothing  short  of  an  outrage  that  this  bill  is  brought 
in  under  these  conditions,"  asserted  Barkley.  "There  are  many 
members,  on  both  sides  of  the  House,  who  want  to  support  it. 
I  myself  will  support  it  under  proper  conditions,  but  I  will  not 
vote  to  suspend  the  rules  and  pass  this  bill  without  debate  or 
amendment  and  I  trust  there  will  be  enough  votes  on  both 
sides  to  defeat  it  and  force  the  rules  committee  to  bring  in  a 
rule  to  open  it  up  for  debate,  so  that  we  can  all  offer  amendments 
to  it." 

Representative  Rayburn  of  Texas  said,  while  he  thought 
the  main  purpose  of  the  bill  was  good  and  should  be  enacted 
into  law,  opportunity  should  be  offered  for  amendments. 

Criticism  of  the  minority  report  of  Representative  Sims 
was  voiced  by  Representative  Cooper  of  Ohio,  who  asserted  the 
conditions  faced  by  the  railroads  in  the  six  months'  guaranty- 
period  were  not  so  rosy  as  pictured  by  the  Tennesseean. 

"I  think  it  is  manifestly  unfair  to  the  cause  of  successful 
private  operation  for  the  gentleman  from  Tennessee  to  make 
in  his  report  such  misleading  statements  in  his  earnest  and 
ambitious  desire  to  discredit  the  railway  operators  and  private 
ownership  of  our  transportation  systems,"  said  he. 

Representative  Sims  joined  in  the  opposition  to  passage  of 
the  bill  under  suspension  of  the  rules.  He  said  he  wished  to 
offer  an  amendment  under  which  certificates  held  by  the  rail- 
roads from  the  Commission  but  not  paid  by  the  Treasury  would 
draw  6  per  cent  interest  until  paid  and  another  providing  that 
all  claims  under  the  guaranty  provisions  not  certified  by  the 
Commission  prior  to  January  1,  1922,  shall  be  forever  barred. 
Later  he  introduced  a  bill  providing  for  these  amendments. 
He  contended  there  should  be  provisions  protecting  the  govern- 
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men i  against  overpayments  and  that  where  an  excess  was  paid 
by  the  government  the  carrier  should  pay  interest  thereon  at 
the  rate  of  6  per  cent. 

Representative  Winslow  said  the  bill  simply  clarified  an 
agreement  between  the  United  States  and  the  carriers  and  that 
no  new  appropriation  was  involved.  He  said  the  issue  was  only 
a  business  proposition  and  that  if  the  members  of  the  House 
had  any  business  sense,  they  would  stimulate  the  productive 
activities  of  the  United  States  by  authorizing  the  partial  pay- 
ments. 

Senator  La  Follette  of  Wisconsin  announced  in  the  Senate 
he  would  offer  the  following  amendment  to  the  partial  payment 
bill  when  it  came  up  in  the  Senate: 

(C)  That  no  payment  of  money  shall  be  made  to  any  railroad  com- 
pany under  this  act  except  and  until  it  shall  be  determined  by  the 
Interstate  Commerce  Commission,  upon  full  investigation  and  finding 
duly  entered  thereon,  certifying:  (1)  That  such  railroad  company  has 
not  since  March  1,  1920,  paid  or  contracted  to  pay  unreasonable  and 
extravagant  prices  for  railway  supplies,  equipment,  repairs  and  re- 
newals charged  to  its  maintenance  account;  or  (2)  that  it  has  not  paid 
or  agreed  to  pay  unreasonable  sums  as  salaries  to  its  officers  or 
directors;  or  (3)  that  it  has  not  otherwise  managed  and  conducted  its 
t-usiness  in  a  dishonest,  inefficient  or  uneconomical  manner  in  viola- 
tion of  the  terms  of  the  transportation  act  of  1920. 

Representative  Huddleston  of  Alabama  charged  that  the 
railroads  were  raising  a  "false  cry"  of  poverty.  He  charged 
that  a  nation-wide  propaganda,  instigated  by  the  railroads,  had 
been  carried  on  in  favor  of  the  bill  and  that  members  of  Con- 
gress had  been  deluged  with  letters  and  petitions  favoring  the 
passage'  of  the  measure.  He  said  the  plan  of  the  House  leaders 
was  to  "jam"  the  bill  through. 

"The  financial  conditions,  so  far  as  the  railroads  are  con- 
cerned, are  better  today  than  last  year,  yet  the  railroads  say 
they  cannot  pay  for  coal  and  lumber,  cannot  pay  the  bills  they 
owe,"  said  he.  The  statement  is  essentially  false.  It  is  made 
for  the  purpose  of  getting  the  supply  people  they  owe  to  bring 
pressure  to  bear  upon  their  representatives  in  Congress." 


ARGUMENT  IN  GUARANTY  CASE 

The  Traffic  World  Washington  Bureau 

Argument  was  heard  February  8  by  the  Court  of  Appeals 
of  the  District  of  Columbia  in  the  mandamus  suit  brought  in 
behalf  of  the  Grand  Trunk  Western  against  the  Secretary  of 
the  Treasury.  J.  H.  Covington,  for  the  carriers,  said  it  was  not 
within  the  discretion  of  the  Secretary  to  refuse  to  honor  cer- 
tificates issued  by  the  Commission  for  partial  payments  of  the 
guaranty  to  carriers.  He  said  the  responsibility  was  with  the 
Commission  as  to  the  issuance  of  the  certificates.  District  At- 
torney Laskey,  arguing  for  the  Secretary,  contended  it  was 
within  the  power  of  the  Secretary  to  pass  on  the  sufficiency 
of  the  certificates  and  that  if  he  decided  they  did  not  meet  the 
terms  of  the  law  he  could  refuse  to  draw  warrants  thereon.  He 
said  if  it  were  possible  to  place  two  constructions  on  the  law, 
the  Secretary  would  choose  the  construction  which  he  believed 
to  be  correct. 


TRANSPORTATION  LEGISLATION 

The  Traffic  World   Washington  Bureau 

After  Congress  disposes  of  the  bill  providing  for  partial 
payments  of  amounts  due  under  the  guaranty  to  the  railroads, 
it  is  not  expected  that  any  legislation  of  any  importance  affect- 
ing transportation  will  be  passed  at  the  present  session.  In 
addition  to  the  partial  payment  bill,  there  are  the  measures  re- 
lating to  amendment  of  the  valuation  section  of  the  interstate 
commerce  act,  modification  of  section  10  of  the  Clayton  act,  and 
amendment  of  the  penal  code  with  respect  to  the  transportation 
of  explosives.  The  latter  measure  may  be  put  through  as  there 
is  no  opposition  to  it  as  far  as  is  known,  but  it  is  not  now  re- 
garded as  likely  that  the  valuation  or  Clayton  act  bill  will  get 
through.  The  Clayton  act  modification  bill,  it  is  understood 
House  and  Senate  leaders  feel,  would  precipitate  a  great  deal  of 
debate,  and  they  are  not  anxious  to  clog  the  last  days  of  the 
present  session  in  that  way.  So  the  word  has  gone  out  that 
there  is  not  much  chance  of  the  bill  being  put  through  at  this 
session.  The  valuation  bill  is  in  the  House  committee  on  inter- 
state and  foreign  commerce  and  those  who  favor  its  passage  are 
not  looking  for  action  on  it  this  session.  A  hearing  on  the  pro- 
posed amendment  of  the  Clayton  act  was  scheduled  for  February 
i  before  the  House  committee  on  interstate  commerce. 

TERMINAL  INTERCHANGE  FACILITIES 

The  Traffic  World  Washington  Bureau 

An  amendment  to  section  201,  paragraph   (c),  of  the  trans- 
portation act,  relating  to  the  construction  by  the  Secretary  of 
erminal  facilities  for  the  interchange  of  traffic  between 
water  lines,  was  agreed  to  by  the  Senate,  February  8 
connection  with  the  provisions  in  the  sundry  civil  bill  appro- 
priating money  for  the  inland  waterways  service 

Paragraph  (c)  provides  that  "the  Secretary  of  War  is  hereby 
ed,  out  of  any  moneys  hereafter  made  available  therefor, 


to  construct  or  contract  for  the  construction  of  terminal  facili- 
ties for  the  interchange  of  traffic  between  the  transportation 
facilities  operated  by  him  under  this  section  and  other  carriers 
whether  by  rail  or  water,  and  to  make  loans  for  such  purposes 
under  such  terms  and  conditions  as  he  may  determine  to  any 
state  whose  constitution  prohibits  the  ownership  of  such  termi- 
nal facilities  by  other  than  the  state  or  a  political  subdivision 
thereof." 

Senator  Spencer,  of  Missouri,  offered  the  amendment  which 
follows: 

And  provided  further.  That  section  201  (c),  transportation  act,  ' 
1920  be  amended  by  striking  out  the  words  "whose  constitution  pro- 
hibits the  ownership  of  such  terminal  facilities  by  other  than  the 
State  or  a  political  subdivision  thereof,"  and  insert  in  lieu  thereof  the 
following:  "municipality  or  transportation  company;  or  to  expend 
such  moneys  for  necessary  terminal  improvements  and  facilities  upon 
property  leased  from  State,  cities,  or  transportation  companies  under 
terms  approved  by  the  Interstate  Commerce  Commission,  or  other- 
wise, in  accordance  with  any  order  rendered  by  said  commission  under 
subheading  (a),  paragraph  13,  section  6,  interstate  commerce  act." 

Senator  Spencer  said  the  amendment  was  drawn  by  the  War 
Department  and  that  the  purpose  back  of  it  was  this:  "The  term- 
inal facilities  in  the  inland  waterway  navigation  are  largely 
floating  docks.  Of  course,  in  order  to  make  them  effective,  they 
must  be  connected  with  the  railroad  lines,  generally  by  rails 
up  an  incline.  The  land  over  which  these  connecting  inclines 
are  made  is  generally  owned  either  by  the  city  or  by  transpor- 
tation companies.  Under  the  present  law  they  have  no  power  to 
make  their  terminal  facilities  effective,  and  the  Secretary  of 
War  believes,  and  I  quite  concur  with  him,  that  this  amendment 
is  necessary  to  make  effective  an  appropriation  for  the  terminals, 
provision  for  which  immediately  precedes  it  in  this  bill,  and  that 
is  the  only  purpose." 


LABOR    AMENDMENT  PLANNED 

The  Traffic  World   Washington  Bureau 

An  effort  to  amend  the  labor  provisions  of  the  transportation 
act  by  substituting  therefor  legislation  along  the  lines  of  the  An- 
derson amendment  to  the  transportation  act  as  it  passed  the 
House  may  be  made  at  the  next  session  of  Congress.  This 
amendment  provided  practically  for  a  continuation  of  the  ad- 
justment boards  established  by  the  Railroad  Administration  dur- 
ing federal  control  and  upon  which  there  were  no  public  repre- 
sentatives. 

Representative  Sweet,  of  Iowa,  member  of  the  House  com- 
mittee   on    interstate    and   foreign   commerce,   who   drafted   the  i 
Anderson  amendment,  said  February  9,  that  he  understood  the  I 
railroad  labor  leaders  were  dissatisfied  with  the  Railroad  Labor 
Board  principally  because  it  was  not  handling  the  cases  before  it 
expeditiously  and  that  some  of  its  decisions  had  not  been  free 
from  bias.     Mr.  Sweet  believes  that  his  plan  for  adjustment  of 
disputes  would  be  more  acceptable  to  railroad  labor  and  accom- 
plish more  than  can  be  accomplished  under  the  present  system. 

"Successful  operation  of  the  railroads  must  be  based  on  co- 
operation between  the  employers  and  the  employes,  the  same  as 
in  any  other  business,"  said  Mr.  Sweet.  "The  feeling  of  railroad 
labor  is  that  the  public  representatives  on  the  board  interfere 
with  what  is  essentially  a  business  proposition  between  the  com- 
panies and  the  employes." 

.  The  Anderson  amendment  provided  for  three  adjustment 
boards  and  three  corresponding  appeal  boards,  with  equal  repre- 
sentation of  the  railroad  managements  and  the  various  classes 
of  employes.  Mr.  Sweet  said  he  was  fully  in  sympathy  with 
those  who  desired  to  prevent  strikes  on  the  railroads  and  that 
he  believed  with  the  adjustment  hoards  as  proposed  in  the  An- 
derson amendment  in  operation  there  would  be  as  little  possi- 
bility of  strikes  developing  as  there  is  under  the  present  system. 
If  one  of  the  adjustment  boards  could  not  settle  a  dispute,  he 
said,  the  matter  would  go  before  the  appeal  board,  likewise  com- 
posed of  an  equal  number  of  representatives  of  the  railroads 
and  the  employes,  and  he  believes  that  by  the  time  any  dispute 
had  reached  that  point  it  would  be  settled  in  an  acceptable  way 
to  both  sides. 

Mr.  Sweet  said  he  knew  of  no  concerted  effort  on  the  part ! 
of  railroad  labor  to  bring  the  matter  to  an  issue  at  the  next 
session  of  Congress,  but  he  indicated  that  representations  that 
had  been  made  to  him  indicated  that  something  might  be  done 
along  that  line. 

Public  representation  on  the  Railroad  Labor  Board  was  op-  j 
posed  by  organized  railroad  labor.     It  did  not  wish  Congress  to  I 
go  any  further  than  to  provide  for  a  continuation  of  the  system 
established  by  the  Railroad  Administration. 

Indications  are  that  there  will  be  no  serious  attempt  to  put  . 
through  the  Poindexter  anti-strike  bill  at  this  session.     It  is  re- 
garded   as    probable   that   the   bill   will   remain   on    the   Senate 
calendar  until  the  end  of  the  present  session. 


RARITAN    RIVER    NOTE 

The  Raritan  River  Railroad  Company  of  New  Jersey  has 
applied  to  the  Commission  for  authority  to  issue  a  promissory 
note  of  $100,000  to  reimburse  the  treasury  for  money  expemlH 
out  of  earnings. 
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LIVE  STOCK  REDUCTIONS  ASKED 

THt  Traffic  World   Washington  Bureau 

\  readjustment  and  reduction  of  the  advances  In  rates  and 
charges  on  live  stock  for  the  Western  district,  including  Chi- 

.1.  made  applicable  by  the  carriers  under  Ex  Parte  74,  so  as 

make  them  "just,  reasonable  and  non-discriminatory,"  is 
prayed  for  by  counsel  for  various  live  stock  associations  in  No. 

16,  The  National  Live  Stock  Shippers'  League  et  al.  vs.  A.  T. 
I '  et  al.  The  other  complainants  are  the  American  Na- 
tinnal  l.ivf  Stock  Association,  the  National  Wool  Growers,  the 
Cattle  Kaisers'  Association  of  Texas,  the  Corn  Belt  Meat  Pro- 
ducers' Association  of  Iowa,  and  the  Kansas  Live  Stock  Asso- 

ion.  The  complaint  was  filed  by  Clifford  Thome,  S.  H. 
Cowan,  Graddy  Gary,  and  S.  C.  Rowe. 

It  Is  averred  that,  although  the  rates  and  charges  attacked 
may  have  been  reasonable  when  established,  they  have  since  be- 

u-  unjust  and  unreasonable  by  reason  of  changed  conditions 
and  the  inability  of  shippers  to  pay  them. 

It  is  further  alleged  "that  the  allowance  of  one-half  of  one 

cent  in  addition  to  five  and  one-half  per  cent  named  in  the 

transportation    act   as   a   fair   return   for    two   years,    1920-1921, 

which  allowance  is  discretionary  with  the  Commission,  for  the 

purpose  of  enabling  the  railroads  to  provide  for  their  equipment 

i   facilities  chargeable  to  capital  account,  is  not  a  part  of  a 

ful    rate    and    is   not   for   transportation    service,    but    a   tax 

inst  shippers  who  become  patrons  of  the  railroad,  to  take 
their  property  for  the  uses  named  by  compelling  them  to  pay 
additional  higher  rates  without  any  compensation  for  service, 

iting  an  obligation  beyond  the  power  of  Congress  or  the  Com- 
mission. 

"That  in  the  aggregate  this  item  for  the  Western  district 
adds  $40,500,000  per  annum  to  the  net  railway  operating  income, 
which  by  report  and  opinion  and  the  order  in  Ex  Parte  74,  was 
required  to  be  paid  by  the  shippers,  in  addition  to  the  5%  per 
cent  fixed  by  the  act  as  a  fair  return  to  form  the  basis  of  the 
rate  allowed  by  said  order." 

The  complainants  attack  the  provisions  of  the  rate-making 

ion  of  the  transportation  act  relating  to  the  creation  of  a 
general  railroad  contingent  fund  as  an  "unlawful,  unjust  and  un- 
reasonable basis  of  making  rates,  and  compels  the  shippers  upon 
such  railroads  to  pay,  in  addition  to  the  reasonable  rates  for  the 
service  performed,  an  unjust  tax." 

The  percentage  method  of  making  the  advances  without 
any  maximum  limit  under  the  percentage  plan  creates  unjust 
discrimination  and  unreasonable  rates  for  the  long  distances 
and  high  rates  to  which  there  should  be  a  maximum  limit,  it  is 
averred. 

While  all  the  roads  in  the  Western  district  are  named 
as  defendants,  counsel  say  it  will  be  sufficient  to  consider  the 
principal  lines,  systems,  and  subsidiaries  for  the  purpose  of  de- 
termining all  the  issues,  and,  therefore,  they  ask  a  special  rule 
allowing  the  case  to  proceed  against  those  lines  designated  by 
the  Commission  so  that  the  complainants  may  designate  the  par- 
ticular schedules  of  rates  to  be  considered. 

Without  admitting  or  asserting  the  jurisdiction  of  the  Com- 
mission over  intrastate  rates  as  exercised  by  it,  counsel  ask  that, 
in  so  far  as  the  action  of  the  Commission  has  affected  intra- 
state rates  and  of  which  the  Commission  has  taken  jurisdiction, 
such  orders  be  made  on  final  disposition  of  the  case  as  will  make 
the  intrastate  rates  just  and  reasonable. 

It  is  declared  that  the  decision  and  order  of  the  Commis- 
sion in  Ex  Parte  74  "was  based  upon  the  misapprehension  and 
erroneous  construction  of  the  law,  that  it  was  compelled  to  so 
initiate,  adjust  and  modify  rates  as  to  accomplish  the  purpose  of 
enabling  the  carriers  as  a  whole  in  each  group  to  earn  an  op- 
erating income  equal  to  5%  per  cent  upon  the  aggregate  value 
of  all  the  property  of  all  the  carriers  devoted  to  transportation 
within  such  group,  plus  %  per  cent  to  provide  equipment  and  fa- 
cilities, and  without  regard  to  the  amount  of  the  earnings  that 
would  be  produced  upon  particular  railroads  and  without  regard 
to  conditions  now  existing  as  herein  alleged,  or  the  rights  of 
the  shippers  to  have  just  and  reasonable  rates  for  the  trans- 
portation of  their  property,  by  the  particular  road  used,  or 
giving  consideration  to  such  conditions  not  then  in  contem- 
plation. 

"That  the  requirements  of  the  law  as  the  Commission  con- 
strues it  are  impossible  to  carry  out,  as  has  been  proven  by 
operation  since  August  26,  1920,  because  traffic  is  insufficient 
and  the  expenses  of  operation  are  too  great." 

The  development  and  ascertainment  of  the  facts  necessary 
to  the  ends  of  justice,  counsel  aver,  are  beyond  the  power  and 
capacity  or  financial  ability  of  the  complainants,  and  they  ask 
that  the  Commission  undertake  the  investigation  to  develop  the 
facts.  It  is  further  charged  that  the  railroads  are  not  being 
operated  "honestly,  economically,  and  efficiently,"  and  that  the 
greater  efficiency  which  was  expected  has  not  taken  place.  It  is 
alleged  that  extraordinary  expenditures  charged  in  operating 
expenses  have  been  and  are  being  made,  whereas  such  charges 
should  be  credited  to  a  capital  account  and  distributed  over  a 
period  of  years.  The  aggregate  value  fixed  by  the  Commission  in 
Ex  Parte  74  "was  enormously  greater  than  the  fair  value  of  the 


properly  upon  any  proof  or  standard  of  value  known  to  the  law." 
it  is  averred.  It  is  necessary  to  restate  the  value  to  fit  the  game 
to  the  abnormal  conditions  now  existing,  it  is  averred,  to  th» 
end  that  at  last  reasonable  rates  may  be  made. 

"Complainants  nay  that  It  has  already  been  proven  by  the 
operating  results  since  the  order  was  made  In  Ex  Parte  74  and 
it  has  been  admitted  by  the  carriers  in  public  statement  made 
by  their  officials  that  no  such  aggregate  earnings  as  are  con- 
templated by  the  decision  and  order  of  the  Commission  in  Ex 
Parte  74  are  obtainable  under  present  conditions,"  counsel  say. 

"Complainants  say  that  it  will  be  shown  upon  an  investiga- 
tion of  the  facts  that  rates  are  in  many  Instances  prohibitory 
already,  and  if  all  restrictions  were  removed  against  the  making 
of  whatever  rates  the  carriers  might  see  fit  to  impose,  It  would 
be  impossible  under  existing  abnormal  conditions  of  a  depressed 
and  well-nigh  bankrupt  condition  of  agriculture  and  live  stock 
business  of  the  Western  district  and  the  general  abnormal  busi- 
ness condition  which  promises  to  be  of  long  standing,  for  them 
to  make  a  net  operating  income  equal  to  6  per  cent  upon  the 
value  which  the  Commission  used  for  the  purposes  of  its  calcu- 
lation. That  to  make  rates  for  that  purpose  imposes  an  unjust 
and  unreasonable  burden  on  the  public,  and  particularly  upon 
complainants." 

Since  the  decision  in  Ex  Parte  74,  counsel  say,  "an  un- 
precedented calamity  has  come  to  the  country,  and  especially 
the  Western  district  and  corn  belt  section,  where  live  stock  pro- 
duction, grain  production,  and  cotton  production  are  basic  and 
the  chief  industries,  by  the  reduction  in  values  of  all  live  stock 
and  farm  products,  which  threatens  and  leads  to  bankruptcy 
and  ruin  to  the  live  stock  producers  and  fanners  throughout  the 
country,  as  well  as  the  business  dependent  upon  these  indus- 
tries, which  ultimately  must  find  its  reflex  in  the  railroad  ton- 
nage and  in  the  production  and  movement  of  traffic,  which  now 
renders  these  rates  unreasonably  high,  even  if  not  so  when  Ex 
Parte  74  was  decided. 

"Wheat,  corn,  oats,  rye,  barley,  hay,  cottonseed,  and  feed- 
stuffs  are  now  worth  but  little  more  than  one-half  of  the  amounts 
of  their  market  values  at  the  time  this  Commission  entered  upon 
the  consideration  of  making  the  rates  and  otherwise  executing 
the  transportation  act,  leading  up  to  the  hearings  and  a  de- 
cision and  order  in  Ex  Parte  74.  Cattle,  hogs,  sheep,  horses,  and 
mules  have  declined  an  almost  equal  amount." 

Counsel  then  cite  the  inability  of  producers  of  live  stock  to 
get  loans,  due  to  the  financial  condition  of  the  country.  Ref- 
erence is  also  made  to  the  reduction  in  the  value  of  .foreign  ex- 
change and  its  effect  of  embargoing  exports. 

"Complainants  say  that  these  conditions  demand  a  readjust- 
ment and  reduction  of  these  advanced  rates  on  live  stock  and 
farm  products,"  the  complaint  continues.  "Further,  that  even 
if  the  financial  aid  were  obtainable,  the  expenses  of  the  busi- 
ness and  marketing  of  live  stock  upon  prices  present  or  pro- 
spective renders  the  business  unprofitable. 

"That  sheep  have  so  declined  in  value  that  they  will  scarcely 
pay  the  freight  to  market  from  the  far  distant  territory  from 
which  they  are  shipped  and  from  which  the  enormously  high 
rates  created  by  the  percentage  advances  are  applied. 

"The  wool  is  unsalable  and  the  crops  of  last  year  are  stored 
with  no  buyers,  the  grain  and  cattle  being  shipped  into  the 
United  States  from  Canada 'in  open  competition  with  the  home 
product,  tending  to  still  further  reduce  the  price  and  add  to  the 
surplus  of  the  markets. 

"That  during  the  week  beginning  Monday,  November  15, 
1920,  there  were  115,000  cattle  received  at  the  market  at  Chi- 
cago alone,  which  was  in  excess  of  the  number  received  in  any 
like  period  during  the  history  of  the  market.  That  within  90 
days  cattle  have  declined  40  to  60  per  cent;  hogs  have  declined 
an  equal  amount,  and  sheep  have  declined  as  much  more.  Wheat 
has  declined  a  dollar  per  bushel;  corn  has  declined,  so  that  it 
is  worth  one-half  of  the  price  five  or  six  months  ago;  oats  have 
declined  equally,  and  so  of  all  feedstuff. 

"This  condition  leads  but  to  bankruptcy  and  ruin  of  the 
entire  farming  districts  of  the  country,  which  faces  prices  below 
the  cost  of  production,  while  the  cost  of  transportation  is  75  per 
cent  .above  pre-war  costs.  This  must  in  the  end  find  its  reflex 
in  railroad  earnings,  even  if  their  interest  alone  is  considered, 
since  it  would  be  impossible  upon  any  basis  of  rates  for  them 
to  produce  or  secure  an  aggregate  gross  Income  based  upon 
the  values  and  percentages  taken  by  the  Commission,  of  in- 
creased rates,  with  the  business  and  production  curtailed  as  it 
is  bound  to  be  under  these  conditions. 

"The  farmer  cannot  pay  the  merchant  and  the  merchant 
cannot  pay  the  wholesaler,  and  the  wholesaler  cannot  buy  what 
he  cannot  sell.  The  country  bankers  find  it  difficult  to  collect 
the  indebtedness  owing  to  them  on  live  stock  and  farm  products 
and  to  carry  the  loans  upon  the  same,  and  have  therefore  been 
compelled  to  withdraw  their  reserves  and  deposits  from  the 
banking  centers,  which  in  turn,  being  depleted  of  available 
money,  cannot  rediscount  the  paper  of  their  customers,  and  the 
Federal  Reserve  banks  find  themselves  in  the  same  condition 
resulting  from  these  general  causes. 

"That  with  the  increased  rates  made  during  the  war  and  the 
increases  made  by  the  order  in  Ex  Parte  74,  the  rates  upon  ship- 
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ments  of  live  stock,  in  many  instances,  have  become  so  high, 
considering  the  price  which  is  to  be  obtained  at  the  markets, 
that  they  are  prohibitory.  That  shipments  a  distance  of  1,000 
miles  of  grown  catttle  cost  from  $8  to  $10  per  head  for  the 
freight  and  other  charges  to  get  them  to  market.  That  it  costs 
20  cents  a  bushel  for  movement  and  delivery  into  elevators  of 
grain  for  distances  of  500  miles,  say,  from  the  Missouri  river  to 
Chicago.  That  shipments  of  hay  distances  of  250  to  400  miles 
cost  two-thirds  or  more  of  the  value  of  the  hay,  amounting  to 
from  $10  to  $12  per  ton. 

"That  on  all  shipments  from  the  manufacturing  districts  of 
agricultural  implements,  manufactured  goods,  wares  and  mate- 
rials consumed  by  farmers  and  stock  raisers,  proportionate  in- 
creases are  made,  and  that  applies  to  lumber  and  coal  and  all 
character  and  classes  of  supplies.  That  stock  raisers  and  farmers 
are  unable  to  pay  these  advanced  rates  because  they  cannot  sell 
their  products  at  the  markets  netting  them  sufficient  money  to 
do  it.  That  in  instances  at  this  time  live  stock  has  been  and 
is  shipped  and  sold  at  prices  that  scarcely  pay  the  freight  and 
other  charges. 

"It  needs  no  argument  to  show  that  these  conditions  de- 
mand, in  justice  and  fairness  to  the  live  stock  and  farm  pro- 
ducers of  the  country,  a  reduction  of  the  freight  rates  to  the 
utmost  minimum  that  will  cover  the  cost  of  transportation  car- 
ried on  in  an  economical  and  efficient  manner,  with  the  least  pos- 
sible expenditures  consistent  with  reasonable  service. 

"The  complainants  say  that  it  is  immaterial  that  the  enor- 
mous advances  in  rates  are  not  the  sole  cause  of  this  condition; 
it  is  sufficient  to  say  that  they  are  unreasonably  high,  measured 
from  any  viewpoint  of  the  interests  of  the  producers  and  the 
shippers  and  of  the  public  interest,  and  as  the  complainants  will 
show,  from  the  interests  of  the  railroads  themselves,  which  can- 
not be  made  a  preferred  class  at  the  expense  of  the  bankruptcy 
of  their  patrons." 

Counsel  further  aver  that  the  value  taken  by  the  Commis- 
sion for  the  Western  district  is  equal  approximately  to  $61,000  a 
mile  of  road,  and  that  that  value  is  excessive  by  the  average  of 
$25,000  per  mile  for  rate-making  purposes. 

The  concluding  prayer  of  the  complainant  is  as  follows: 

"Complainants  pray  for  such  speedy  hearing  as  will  enable 
them  to  show  the  facts  herein  alleged  and  to  show  such  other 
facts  as  to  the  Commission  may  seem  meet  and  proper  and  for  a 
revision  of  said  rate  advances  downward  to  the  basis  of  making 
the  same  just  and  reasonable  and  for  general  relief  against 
unjust  and  unreasonable  rates  and  charges  on  live  stock,  in  the 
Western  district,  to  and  including  the  Chicago  market,  as  brought 
about  and  resulting  from  the  decision  and  order  in  Ex  Parte  74, 
and  they  pray  for  such  other  relief,  general  or  special,  as  they 
may  be  entitled  to  under  the  facts.  Especially  do  they  pray  for 
a  maximum  amount  of  the  advance  by  percentage  to  relieve  the 
long  distance  movement  from  unreasonable  discriminations  and 
undue  burdens  compared  to  the  shorter  distance  movement. 

"And  the  complainants  pray  the  Commission  as  a  matter  of 
special  relief  resting  in  its  discretion  to  immediately  grant, 
that  it  order  the  carriers  to  reduce  the  rates  by  the  amount 
equivalent  to  the  %  per  cent  net  income  from  freight  revenue, 
which  the  Commission  in  the  exercise  of  its  discretion  added  to 
the  5%  per  cent  return  provided  for  in  Section  15-a,  paragraph 
3  of  the  act,  which  would  effect  a  reduction  of  30  per  cent  in 
the  Western  group  and  20  per  cent  in  the  Mountain  Pacific 
group  of  the  advances  allowed,  to  which  a  maximum  in  cents  per 
hundred  pounds  should  be  fixed  for  the  longer  distances  and 
higher  rates  on  live  stock." 


ASK   REDUCED  FREIGHT   RATES 

Representative  Oldfield  has  submitted  in  the  House  a  petition 
from  citizens  of  McRae,  Ark.,  asking  reduction  in  freight  rates 
to  a  "normal  basis."  It  was  referred  to  the  committee  on  inter- 
state commerce. 


HOGS,  SOUTHEAST  TO  FORT  WORTH 

Hearing  on  No.  11947,  Armour  &  Co.  vs.  Wabash  et  al.,  and 
Sub-No.  1,  Armour  &  Co.  vs.  Missouri  Pacific  et  al.,  was  held 
before  Examiner  Bronson  Jewell  in  Chicago,  February  9.  In 
the  original  complaint  it  is  alleged  that  the  rates  on  hogs  from 
points  in  Southeastern  territory,  especially  Jacksonville,  Mont- 
gomery and  Nashville,  to  Fort  Worth  are  unreasonable.  The 
Commission  is  asked  to  prescribe  just  and  reasonable  rates  be- 
tween these  points.  Sub-No.  1  asks  reparation  on  shipmenst 
to  Fort  Worth  from  these  points  in  the  amount  that  the  freight 
charges  thereon  exceed  the  rates  which  the  Commission  may 
prescribe.  R.  D.  Rynder  presnted  a  petition  of  intervention  in 
Sub-No.  1  on  behalf  of  Swift  &  Co. 

The  case  was  handled  by  Attorney  Paul  D.  Blanchard,  for 
Armour  &  Co.,  who  presented,  as  his  first  witness,  W.  W.  Manker, 
assistant  traffic  manager  for  Armour  &  Co.  Mr.  Manker  claimed 
that  the  operation  of  the  plant  of  Armour  &  Co.  at  Fort 
Worth  was  hampered  by  the  fact  that  the  rates  on  hogs,  car- 
load, between  the  points  mentioned  in  the  complaint  and  Fort 
Worth  were  based  on  a  combination  of  dollars  and  cents  per 
car  in  Southern  territory  and  cents  per  mile  in  Western  ter- 
ritory. He  said  that  the  resulting  through  rate  was  out  of  line 


with  other  through  rates,  from  the  South  to  the  East,  for 
instance,  and  for  hauls  from  Missouri  River  points  to  Fort  Worth. 

"The  region  around  Fort  Worth,"  said  he,  "produces  very 
few  hogs.  It  is,  therefore,  necessary  for  us  to  ship  in  hogs 
from  other  parts  of  the  country,  and,  since  we  purchase  largely 
at  Nashville,  it  would  be  better  for  our  business  if  we  could 
ship  from  this  point  and  the  others  mentioned  at  a  reasonable 
rate.  This  would  make  it  unnecessary  to  ship  to  Fort  Worth 
from  Missouri  River  points  where  we  have  the  plants  necessary 
to  take  care  of  our  purchases." 

Mr.  Manker  introduced  in  an  exhibit  statements  by  the  de- 
fendants in  I.  C.  C.  Docket  No.  9986,  at  a  hearing  in  May,  1919. 
That  case  was  a  packers'  complaint  against  carload  rates  on 
hogs  in  the  South.  The  statements  were  to  the  effect  that  the 
southern  carriers  were  then  at  work  on  a  revision  of  live  stock 
rates  to  be  published  in  the  near  future.  Nothing,  the  witness 
said,  ever  came  of  this  promise. 

In  discussing  the  basis  of  rates  that  the  shippers  would  like 
to  have  apply  on  shipments  between  the  points  named  and  Fort 
Worth,  the  witness  introduced  exhibits  which  purported  to  be 
extensions  of  the  principles  applied  by  the  Commission  in  fixing 
the  so-called  1716  rate  and  the  958  rate.  Both  these  rates,  the 
witness  said,  were  based  on  cents  per  hundred  pounds  per  mile, 
the  scale  decreasing  in  varying  proportions  as  the  distance  in- 
creases. "It  is  apparent  from  the  exhibits,"  the  witness  said, 
"that  the  application  of  the  1716  scale  to  these  shipments  would 
be  more  advantageous  to  the  shippers;  but  we  will  be  satisfied 
to  have  the  958  scale  apply." 

As  far  as  rules  and  regulations  are  concerned,  the  witness 
said,  the  packers  would  he  satisfied  with  those  laid  down  by 
the  Railroad  Administration,  with  a  few  exceptions.  The  most 
important  of  these  was  the  minimum  weight  on  hogs,  which  the 
witness  said  should  be  reduced  from  22,000  to  17,000,  single  deck. 
He  also  criticized  the  attitude  of  the  southern  carriers  with 
regard  to  their  failure  to  make  rates  on  double-deck  cars.  He 
said  that  in  most  territories  these  rates  were  based  on  125  per 
cent  of  the  single-deck  rates,  and  that  the  movement  of  hogs 
in  that  class  of  equipment  saved  fully  one-third  in  car  movement. 
He  also  pointed  out  that  the  hauls  mentioned  in  the  complaint 
were  no  longer  than  a  great  many  other  live  stock  hauls  and 
that,  therefore,  they  could  not  be  considered  especially  haz- 
ardous. 

In  concluding  his  direct  testimony,  Mr.  Manker  introduced 
as  evidence  a  copy  of  The  Traffic  World,  January  28,  1921,  which 
contained  an  article  saying  that  the  Central  Freight  Association 
and  the  Southeastern  carriers  had  promised  industrial  traffic 
managers  that  they  would  establish  joint  class  rates  between 
those  territories. 

In  cross-examination,  F.  K.  Mohr,  attorney  for  the  defend- 
ants, sought  to  disprove  a  statement  made  by  the  witness  that 
the  Armour  plant  at  Tifton,  Ga.,  had  to  shut  down  on  account 
of  disadvantageous  freight  rates.  While  not  denying  that  the 
independent  packers  in  this  territory  were  experiencing  some 
prosperity,  the  witness  said  these  plants  drew  their  stock  and 
sold  their  products  within  a  radius  of  200  miles.  Rates  within 
such  distances  in  the  South  were  reasonable,  he  said,  but 
Armour  &  Co.  could  not  confine  its  business  to  any  such  limited 
territory. 

W.  C.  Watson,  testifying  for  the  interveners,  dwelt  mainly 
on  the  rates  from  Nashville  to  Fort  Worth.  He  said  the  present 
rate  from  that  portion  of  the  haul  between  Memphis  and  Fort 
Worth  was  85  cents,  while  the  proposed  rate,  using  958  as  a 
basis,  would  be  79  cents.  In  cross-examination  the  witness  ad- 
mitted that  the  application  of  this  scale  to  these  shipments 
might  allow  shipments  from  Nashville  to  Central  Freight  Asso- 
ciation territory  on  the  same  basis,  but  that  Swift  &  Co.  were 
not  so  much  concerned  with  the  establishment  of  a  new  basic 
rate  as  with  the  establishment  of  a  new  and  reasonable  rate 
from  Nashville  to  Fort  Worth  based  on  the  958  scale. 

L.  M.  Hogsett,  general  freight  agent  for  the  Texas  &  Pacific, 
testified  as  to  the  rates  in  Western  territory.  He  said  these 
rates  on  hogs  had  been  based  on  a  percentage  of  115  of  the  fat 
cattle  rate,  and  that,  since  the  cattle  rates  in  Texas  and  Louisi- 
ana were  highly  competitive,  the  hog  rate  was  at  present  a 
depressed  rate  in  that  territory.  He  pointed  out,  moreover,  that 
the  movement  of  hogs  over  the  T.  &  P.  during  1919  had  been 
only  1,824  cars  with  an  average  long  haul  of  230  miles,  while 
the  shipments  on  cattle  amounted  to  8,010  cars  with  an  average 
haul  of  271  miles. 

In  cross-examination  he  admitted  that  a  lower  rate  might 
increase  the  hog  traffic  on  his  lines,  but  said  that  there  would 
be  no  particular  advantage  in  doing  so  unless  they  could  be 
hauled  at  a  fair  rate. 

Mr.  Hogsett  was  followed  by  C.  C.  P.  Rausch,  assistant 
freight  traffic  manager  of  the  Missouri  Pacific,  who  testified  as 
to  the  reasonableness  of  the  rates  on  his  lines.  He  also  called 
attention  to  the  limited  traffic  on  hogs.  Before  he  had  gone 
very  far  with  his  testimony,  however,  attention  was  called  to 
the  lateness  of  the  hour,  and  the  examiner  made  inquries  as 
to  the  amount  of  testimony  yet  to  be  entered.  The  defense 
indicated  that  it  had  still  a  number  of  witnesses,  and,  on  its 
suggestion,  hearing  was  adjourned,  with  the  request  that  the 
Commission  set  a  future  date  for  its  completion. 
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INTRASTATE  RATE  ADVANCES 

In  a  bulletin  sent  to  state  commissions  February  3,  John  E. 
Benton  gave  the  following  information  regarding  intrastate  rate 
situations: 

"New  York  passenger  fare  case:  From  the  newspapers  I 
l.;ini  that  the  Appellate  Division  of  the  Supreme  Court  of  New 

k  has  just  overruled  Judge  Benedict  in  the  Long  Island  case, 
wherein  an  injunction  was  obtained  by  the  state  against  the 
l.niiK  Island  Railroad  and  the  Staten  Island  Railroad  preventing 
increase  of  intrastate  fares  In  accordance  with  the  order  of 
the  federal  commission.  A  letter  from  Mr.  Clark,  counsel  for 
t lie  Chamber  of  Commerce  of  the  Borough  of  Queens,  advises 
iollows:  'We  were  defeated  on  appeal  solely  upon  the  ques- 
tion of  jurisdiction,  the  court  writing  no  opinion.' 

"Montana  passenger  fare  case:  In  my  bulletin  of  yesterday 
I  advised  that  in  Montana  an  injunction  had  been  obtained  by 

it-is  restraining  the  Montana  commission.  This,  I  assumed, 
\\:is  in  the  federal  court.  A  letter  just  received  from  Mr.  Too- 
mey,  counsel  for  the  commission,  confirms  this  assumption,,  as 
follows: 

You  are  advised  that  following  the  decision  of  the  Interstate  Com- 
merce Commission,  the  carriers  In  Montana  obtained  an  injunction 
'  raining  this  board  and  other  state  officials  under  the  provisions 
of  Section  266  of  the  Federal  Judicial  Act  from  in  any  manner  inter- 
fering with  the  order  of  the  Interstate  Commerce  Commission.  The 
Injunction  of  the  Federal  Court  was  served  upon  the  state  officials 
while  the  attorney  general  of  the  state  and  myself  were  standing  in 
the  Supreme  Court  of  Montana,  seeking  an  injunction  against  the 
curriers  to  prevent  them  from  going  ahead  with  the  order  of  the 
Interstate  Commerce  Commission.  After  service  of  process  our 
Srpreme  Court  declined  to  take  original  jurisdiction  in  injunction 
proceedings,  but  we  today  made  a  new  application  to  that  court  under 
the  last  clause,  but  one,  of  Section  266  as  aforesaid,  whereby  we  hope 
tu  stay  proceedings  in  the  Federal  Court  until  the  question  is 
<li  t> -mimed  by  our  own  state  court.  So  far  as  our  research  goes,  this 
ihe  first  time  that  this  proceeding  has  been  attempted  under  the 

<>n  referred  to." 

Texas   Rate  Case 

The  Texas  intrastate  rate  case,  resulting  from  the  action 
of  the  Texas  commission  in  authorizing  an  increase  of  33%  per 
cent  in  intrastate  freight  rates,  while  the  interstate  increase  in 
that  territory  was  35  per  cent,  and  in  refusing  increases  in  pas- 
senger fares  or  the  application  of  "the  Pullman  surcharge  he- 
cause  of  a  3-cent  maximum  fare  law  in  Texas,  was  argued 
before  the  Commission  February  3. 

J.  W.  Terry,  appearing  for  the  carriers,  made  the  usual 
argument  of  the  carriers  in  support  of  their  applications  for 
authority  to  apply  the  same  percentages  to  intrastate  traffic  as 
authorized  by  the  Commission  In  Ex  Parte  74.  He  said  the 
carriers  estimated  their  loss  in  revenue  from  passenger  fares, 
under  the  3-cent  fare  as  against  3.6  cents,  would  be  $6,947,000 
annually  and  that  the  loss  due  to  the  lack  of  the  surcharge 
would  be  $1,625,000  annually.  He  estimated  the  loss  on  freight 
traffic  to  be  about  $267,000  annually.  That  amount  was  rela- 
tively small,  it  was  explained,  because,  due  to  the  Shreveport 
situation,  only  about  one-third  of  the  Texas  intrastate  traffic 
moves  under  the  state  commission  rate  increase  of  33%  per 
cent,  an  increase  of  35  per  cent  having  been  applied  on  the 
remainder  of  the  intrastate  traffic. 

C.  M.  Cureton,  attorney-general  of  Texas,  made  a  "states- 
rights"  argument,  declaring  that  if  the  Commission  overrode 
the  Texas  commission  the  issue  would  be  fought  out  in  the 
courts.  He  declared  Congress,  in  the  transportation  act,  had 
not  given  the  Commission  the  power  to  set  aside  the  orders 
of  the  state  commissions  as  it  had  done  in  the  intrastate  rate 
cases  heretofore  decided  by  the  Commission.  As  he  interpreted 
the  act,  he  said,  the  powers  of  the  state  commissions  were  left 
unimpaired,  except  where  there  was  proof  of  discrimination 
against  interstate  commerce. 

"The  place  to  amend  the  law  is  in  Congress,  and  not  before 
this  Commission,"  he  asserted,  adding  that  if  it  were  deemed 
best  to  have  but  one  commission  fix  all  the  rates  in  the  coun- 
try, the  law  should  be  amended,  but  that  to  date  it  had  not  been 
so  amended. 

The  issue  in  the  Texas  case  is  somewhat  different  from 
the  other  intrastate  cases  in  that  the  Texas  commission  has 
placed  a  value  on  the  property  of  the  Texas  railroads  and  based 
its  rate  decision  on  that  valuation.  The  Texas  valuation  runs 
about  $30,000  a  mile  of  railroad,  while  the  state  authorities 
contend  that  the  valuation  of  the  Interstate  Commerce  Com- 
mission averaged  about  $57,000  a  mile. 

"The  question  of  valuation  lies  at  the  bottom  of  this  whole 
controversy,"  said  Mr.  Cureton.  "The  courts  are  not  going  back 
on  the  proposition  that  when  you  make  a  rate  it  has  to  be 
something  near  a  reasonable  rate  and  based  on  the  valuation 
of  the  railroads." 

Commissioner  Meyer  inquired  whether  the  Texas  commis- 
sion had  segregated  the  values  of  the  Texas  roads  as  between 
intrastate  and  interstate  use.  Mr.  Cureton  replied  that  that 
would  be  impossible — that  every  mile  of  railroad  was  used 
both  in  intrastate  and  interstate  commerce.  He  said  the  amount 
of  revenue  involved  because  of  the  difference  between  intrastate 
and  interstate  freight  rates  in  Texas  was  small,  but  that  the 
principle  involved  was  vital  to  the  state  of  Texas,  because  its 


state  commission  had  found  what  the  level  of  intrastate  rates 
should  be  to  yield  the  carriers  a  fair  return  on  the  valuation. 
He  also  contended  that  it  was  beyond  the  power  of  the  Com- 
mission to  act  on  passenger  fares  within  Texas,  because  those 
fares  were  prescribed  by  state  statute. 

S.  H.  Cowan  made  a  brief  argument  in  behalf  of  the  Texas 
commission,  prefacing  his  remarks  with  the  statement  that  the 
Commission  probably  would  not  pay  any  attention  to  his 
thoughts  on  the  subject.  Referring  to  the  disposition  of  the 
intrastate  cases  which  have  been  decided  by  the  Commission,  he 
said  it  appeared  that  the  best  thing  to  do  was  to  deal  with 
the  Commission  as  cattlemen  dealt  with  stampeding  cattle — go 
along  with  them  until  they  get  them  "tamed  down."  He  at- 
tacked the  rule  of  rate-making  in  section  15-a  of  the  act  and 
asserted  that  it  would  be  repealed.  He  said  it  was  difficult  to 
draw  the  line  in  making  rates  at  a  point  where  traffic  would 
move  and  still  give  the  railroads  adequate  revenue.  In  reply 
to  a  question  by  Commissioner  Meyer  as  to  whether  traffic 
would  be  moving  from  the  states  in  the  western  group  if  tne 
rates  were  on  the  basis  they  were  prior  to  the  advances  under 
Ex  Parte  74,  Cowan  asserted  It  would  and  that  great  relief 
would  be  accorded  the  farmers  and  cattle  raisers  in  those  states. 
Louisiana  Rate  Case 

The  question  of  whether  an  unlawful  discrimination  can  be 
created  against  interstate  commerce  where  the  commodity  In- 
volved does  not  move  in  interstate  commerce  was  submitted 
for  the  consideration  of  the  Commission  in  argument,  February 
4,  in  the  Louisiana  intrastate  rate  case. 

The  Railroad  Commission  of  Louisiana  authorized  freight 
rate  increases  on  intrastate  traffic  in  the  same  percentage 
amounts  as  fixed  by  the  Interstate  Commerce  Commission  in 
Ex  Parte  74,  with  the  exception  of  increases  on  sugar  cane,  rice, 
and  sand  and  gravel  used  in  public  work,  and  rates  on  milk 
and  cream.  The  passenger  fare  increase  of  20  per  cent  and  the 
application  of  the  50  per  cent  Pullman  surcharge  were  denied. 

Most  of  the  argument  in  the  case  centered  around  the  rates 
on  sugar  cane,  of  which,  it  was  explained,  there  is  no  interstate 
movement.  Wylie  M.  Barrow,  assistant  attorney  general  of 
Louisiana,  contended  that  because  there  was  no  interstate  move- 
ment of  sugar  cane,  there  could  be  no  discrimination  against 
interstate  commerce  because  of  the  rates  under  which  that 
commodity  moves  intrastate.  Fred  H.  Wood,  for  the  carriers, 
on  the  other  hand,  contending  that  the  sugar  cane  rates  are  un- 
reasonably low,  argued  that  there  was  a  discrimination  against 
interstate  commerce  in  that  the  unreasonably  low  intrastate 
sugar  cane  rates  resulted  in  an  undue  burden  on  interstate 
commerce. 

Mr.  Wood  said  the  sugar  cane  movement  was  entirely  an 
intrastate  movement  within  Louisiana,  the  cane  being  shipped 
from  the  plantations  to  the  central  factories.  He  said  the  traffic 
was  the  most  expensive  and  least  remunerative  of  any  traffic 
handled  by  the  carriers  and  that  when  the  cane  was  ready  for 
shipment,  the  railroads  had  to  assign  special  trains  and  crews 
for  the  handling  thereof. 

The  Louisiana  commission,  in  denying  the  carriers'  original 
application  for  permission  to  increase  the  sugar  cane  rates,  re- 
served the  matter  for  further  consideration  but  has  never  taken 
any  further  action.  That  was  a  point  advanced  by  Mr.  Barrow 
as  to  why  the  federal  commission  should  not  assume  jurisdiction 
of  the  rates. 

Commissioner  Aitchison,  apparently  taking  that  view,  asked 
Mr.  Wood  why  the  carriers  had  not  exhausted  their  remedy  be- 
fore the  state  commission  before  coming  to  the  Commission. 
Mr.  Wood  said  the  carriers  might  have  done  that,  adding  that 
the  state  commission  had  had  five  months  in  which  to  act  on 
the  rates  but  that  it  had  done  nothing,  but  he  did  not  believe 
that  the  failure  of  the  carriers  to  do  that  changed  the  funda- 
mental principle  involved. 

In  response  to  questions  by  members  of  the  Commission,  Mr. 
Wood  said  the  Commission  had  the  authority  under  the  trans- 
portation act,  where  state  rates  were  unreasonably  low,  as 
measured  by  the  Commission's  findings  in  Ex  Parte  74  in  accord 
with  the  mandate  of  Congress,  to  find  that  discrimination  re- 
sulted against  interstate  commerce,  regardless  of  whether  or 
not  the  commodity  involved  moved  also  in  interstate  commerce. 

That  part  of  the  Illinois  intrastate  rate  case  (No.  11703) 
involving  commutation  fares  was  argued  before  the  Commission 
February  5  by  R.  V.  Fletcher  and  A.  A.  McLaughlin  for  the  car- 
riers and  Morton  T.  Culver  and  H.  M.  Slater  for  the  state  com- 
mission. 

Counsel  for  the  carriers  contended  that  even  a  20  per  cent 
increase- — the  amount  asked  by  them — in  commutation  fares 
would  not  bring  the  fares  up  to  the  point  where  they  would 
produce  sufficient  revenue  to  meet  operating  expenses.  They 
claimed  that  the  showing  made  by  the  Illinois  Central  and  the 
Chicago  &  North  Western,  as  well  as  for  the  other  roads  in- 
volved, established  that  the  suburban  business  in  Chicago  is 
carried  at  a  loss,  and  does  not  pay  operating  expenses. 

"If  it  does  not,"  counsel  argued,  "it  is  clear  to  us  that  it 
amounts  to  a  discrimination  against  interstate  commerce,  since 
the  loss  on  this  traffic  must  be  taken  out  of  the  revenues  of 
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the  carriers  earned  in  interstate  commerce,  thereby  depleting 
their  revenues  and  making  it  necessary  to  pile  a  heavier  burden 
upon  such  commerce." 

A  continuance  of  the  "present  low  rates,"  it  was  contended, 
will  cut  the  interstate  and  standard  line  fares,  as  well  as  the 
intrastate  commutation  and  standard  line  fares. 

Counsel  for  the  state  commission  contended  that  the  intra- 
state commutation  rates  now  in  force  "pay  their  own  way." 
Mr.  Slater  made  an  attack  on  the  figures  submitted  by  the  car- 
riers, contending  that  the  methods  of  computation  used  by  the 
railroads  did  not  permit  of  a  proper  analysis  with  relation  to 
the  income  from  the  commutation  business  and  the  cost  thereof. 

Mr.  Slater  charged  that  the  Chicago  &  North  Western  gave 
commutation  passes  to  employes  and  their  families,  which,  by 
figuring  on  the  basis  of  the  lowest  commutation  fare,  represented 
approximately  $40,000  annually,  and  that  this  was  credited  to 
the  expense  of  operation  of  the  suburban  trains. 

The  Commission  has  amended  its  order  in  No.  11703,  in  the 
matter  of  intrastate  rates  within  the  state  of  Illinois,  because 
the  order  directed  the  carriers  to  increase  intrastate  freight 
rates  and  milk  and  cream  rates  "now  in  force"  in  the  same  per- 
centage amounts  as  prescribed  for  interstate  traffic  in  Ex  Parte 
74.  The  effect  of  that  order,  if  literally  applied,  would  have 
been  to  apply  the  interstate  increases  on  the  intrastate  rates 
as  increased  by  authority  of  the  public  service  commission  of 
Illinois.  As  changed  the  increases  apply  to  the  rates  in  effect 
on  August  25,  1920,  the  day  before  the  rates  under  Ex  Parte  74 
became  effective.  The  amended  order  follows: 

It  appearing:  that  the  Commission  entered  an  order  in  the  above 
entitled  proceeding-  on  the  llth  day  of  January,  1921.  in  which  the 
common  carriers  therein  named,  parties  to  said  proceeding,  to  remove 
the  undue  prejudice,  undue  preference  and  advantage,  and  unjust 
discrimination  found  in  the  Commission's  report  therein  to  exist,  were 
erroneously  notified  and'  required  to  establish,  put  in  force  and  main- 
tain rates  and  charges  for  freight  services  and  for  the  transportation 
of  milk  and  cream  in  intrastate  commerce  within  the  state  of  Illinois 
which  should  exceed  the  rates  and  charges  of  the  carriers  in  force 
at  the  date  of  said  order  and  applicable  to  such  transportation  in 
amounts  corresponding  to  the  increases  heretofore  made  by  the 
carriers,  "now  in  force,"  under  Ex  Parte  74,  referred  to  in  said  report, 
in  said  carriers'  rates  and  charges  for  freight  services  and  for  the 
transportation  of  milk  and  cream  in  interstate  commerce  within  the 
state  of  Illinois  and  between  points  in  the  state  of  Illinois  and  points 
in  other  states  in  the  eastern  group,  including  the  Illinois  district- 

It  is  ordered.  That  said  order  be,  and  it  is  hereby,  amended  so  as 
to  require  that  the  increases  therein  prescribed  be  applied  to  the  rates 
and  charges  for  freight  services  and  for  the  transportation  of  milk 
and  cream  in  intrastate  commerce  within  the  state  of  Illinois  in  force 
on  the  25th  day  of  August,  1920,  and  applicable  to  such  services  and 
transportation,  instead  of  to  the  rates  and  charges  "now  in  force  "  as 
provided  in  said  order;  and  that  in  all  other  respects  said  order  shall 
remain  in  full  force  and  effect. 

C.  N.  S.  &  M.  Rate  Hearing 

Final  hearing  on  No.  11558,  a  petition  of  the  Chicago,  North 
Shore  &  Milwaukee  Railroad,  was  held  before  Chief  Examiner 
R.  E.  Quirk  in  Chicago,  January  7.  Original  hearing  on  the 
petition,  which  requests  an  increase  in  fare  from  two  to  three 
cents  per  mile  intrastate  in  Illinois,  to  remove  alleged  discrim- 
ination between  interstate  and  intrastate  fares,  was  held  before 
Examiner  Carter,  January  10,  at  which  time  the  state  asked  for 
more  time  to  prepare  its  case. 

Morton  D.  Culver,  assistant  attorney  general  of  Illinois,  con- 
ducting the  case  for  the  state,  confined  himself  chiefly  to  at- 
tempts to  prove  that  the  road,  which  is  electric,  is  in  reality 
a  street  car  line,  in  so  far  as  it  furnishes  street  car  service  to 
the  municipalities  along  its  lines.  He  placed  on  the  stand 
Albert  Weban,  city  attorney,  Wilmette,  Illinois;  Elmer  E.  Jack- 
son, village  attorney,  Kenilworth,  Illinois;  and  Frederick  Dick- 
enson,  city  attorney,  Winnetka,  Illinois.  All  these  witnesses  in- 
troduced as  exhibits  copies  of  franchises  which  the  original  car 
lines,  afterwards  taken  over  by  the  C.  N.  S.  &  M.,  had  obtained 
from  these  municipalities.  These  contained  clauses  guarantee- 
ing a  five-cent  fare  within  the  cities  and  villages  by  which  they 
were  granted  and,  in  most  cases,  to  the  corporate  limits  of  the 
adjoining  towns  on  the  north  and  south. 

Copies  of  time  cards  on  the  road   were  also  introduced   to 
show  that  the  C.  N.  S.  &  M.  runs  almost  as  many  so-called  locals 
which   stop   at   each   street   crossing,   as   it   does   expresses    and 
ds,  which  make  but  one  stop  in  each  city  or  village 

The  situation  in  Waukegan,  as  outlined  by  Mr.  Dickinson    is 

ven  more  peculiar.    Here,  the  witness  said,  the  C    N   S    &'M 

ran  a  regular  street  car  service,  having  two  lines  within  the 

city  entirely  separate  from  the  main  line,  which  runs  west  of 

V^aukegan.    He  said  that,  at  present,  the  rate  on  both  the  east 

£fl.  west   l'nes   Between   Waukegan   and    North    Chicago,    eight 

hi?  *          ;  WaS  ^?Ve  Cents  a  ride'  «*a«"ess  of  the  distance,  and 

great  number  of  people  who  lived  in  Waukegan  worked  in 

m^?l*  ?°rth  Chicag!a     The  witness  Alleged  That  the  TroaS 
to   use   any   increases   that   the   Commission   might 
s  authority  to  increase  fares  between  these  two  closely 
points  to  a  charge  per  mile  basis. 
his  closing  statement,  however,  Ralph  R 


increase  to  six  cents  a  ride  for  fares  in  Waukegan  and  North 
Chicago;  and  that  no  further  advance  in  street  car  fares  in 
those  towns  was  intended.  He  objected  to  Mr.  Morton's  designa- 
tion of  his  road  as  a  street  car  line  in  all  the  towns  along  the 
line.  He  said  the  C.  N.  S.  &  M.  was  incorporated  under  the  gen- 
eral railroad  laws  of  Illinois,  and  that  when  the  Illinois  statutes 
provided  for  a  two-cent  maximum  fare  on  railroads  in  that  state 
his  road  had  been  obliged  to  comply  with  the  law. 

"In  other  words,"  he  said,  "when  the  state  wants  to  keep 
our  fares  down  it  calls  us  a  railroad;  and  when  we  ask  for  the 
increase  we  feel  we  are  entitled  to,  we  are  called  a  street  car  line. 
These  franchises  with  various  cities  and  villages  are  interesting 
as  history,  but  they  bear  no  weight  as  evidence.  The  various 
courts  have  held,  time  and  again,  that  the  earnings  of  any  street 
car  company  are  what  constitute  the  real  criterion  as  to  the 
reasonableness  of  its  fares.  The  Illinois  commission  itself  held 
to  that  view  in  allowing  increases  in  the  city  of  Chicago,  so  that, 
even  if  we  were  to  admit  that  we  are  a  street  car  line,  which 
we  do  not,  these  franchises  would  mean  nothing." 

In  his  closing  argument,  Mr.  Culver  said  that  if  the  Com- 
mission would  do  something  to  prevent  fares  in  these  cities  and 
towns  from  being  raised — that  is,  if  they  prevented  a  raise  in 
rates  on  the  local  trains — the  state  would  not  object  to  a  raise 
in  rates  on  the  through  service  cars. 

Illinois    Intrastate    Rates 

With  a  view  to  saving  the  carriers  money  and  bringing  into 
operation  rates  on  intrastate  traffic  in  Illinois  in  the  shortest 
possible  time,  the  Commission  has  authorized  the  carriers,  in 
special  permission  51785,  to  publish  the  rates  in  one  of  three 
methods:  (1)  By  publishing  specific  rates  in  full  compliance 
with  paragraph  1  of  rule  4;  (2)  by  cancelling  the  present  re- 
striction forbidding  the  application  of  rates  on  intrastate  traffic 
and  substituting  for  that  prohibition  a  statement  that  rates  and 
charges  will  apply  on  Illinois  intrastate  traffic;  (3)  by  filing  spe- 
cial supplements  such  as  were  filed  under  Ex  Parte  74  under  per- 
mits dated  August  5  and  9. 

Iowa  Wants  State  Control 

The  Iowa  legislature  has  adopted  a  resolution  calling  on 
Congress  to  amend  the  transportation  act  so  that  the  law  will 
plainly  reserve  to  the  state's  control  over  intrastate  commerce. 
The  resolution  refers  to  the  decision  of  the  Commission  in  the 
Illinois  rate  case  as,  in  effect,  overriding  the  power  of  the  state 
commission.  Copies  of  the  resolution  will  be  sent  to  each  mem- 
ber of  the  Iowa  delegation  in  Congress. 

Conference  of  State  Attorneys 

At  the  request  of  the  attorney  general  of  Ohio,  John  E.  Ben- 
ton,  general  solicitor  of  the  National  Association  of  Railway  and 
Utilities  Commissioners,  has  called  a  conference  of  the  attorney 
generals  of  the  states  interested  in  the  litigation  growing  out  of 
the  Commission's  orders  in  intrastate  rate  cases  for  February  16 
in  Washington,  at  the  offices  of  the  association.  The  intrastate 
rate  situation  will  be  discussed  and  action  will  be  taken  with 
respect  to  intervening  in  the  Wisconsin  intrastate  passenger  rate 
case  which  has  been  set  for  argument  before  the  United  States 
Supreme  Court  on  February  28. 
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STATE  AND  FEDERAL  CO-OPERATION 

The  Traffic  World   Washington  Bureau 

John  E.  Benton,  general  solicitor  of  the  National  Association 
of  Railway  and  Utilities  Commissioners,  sent  to  state  commis- 
sions, February  3,  a  report  on  the  private  conference  which  was 
held  by  representatives  of  the  Interstate  Commerce  Commission 
and  the  state  commissions,  January  22,  relative  to  co-operation 
between  the  state  and  federal  commissions.  He  included  a  letter 
sent  by  him  to  Chairman  Clark  containing  recommendations  as 
to  joint  action  by  the  two  bodies. 

"The  discussion  did  not  result  in  expressions  of  agreement 
upon  the  propositions  which  were  broached  on  behalf  of  the  state 
commissions,"  said  Mr.  Benton  in  his  report,  which  follows: 

"At  the  last  convention  of  this  association  a  resolution  was 
passed  which  is  set  out  in  full  in  my  bulletin  of  November  24, 
1920.  That  resolution  directed  that  if  such  a  conference  should 
be  arranged  thereunder,  the  representatives  of  this  association 
should  'report  the  results,  together  with  their  recommendations, 
if  any,  to  the  several  commissions,  and  to  the  next  convention.' 
Acting  under  the  direction  of  your  representatives,  I  am  making 
thisjeport  of  results  to  this  date. 

"As  I  advised  in  my  bulletin  of  January  24,  the  conference 
was  held  on  January  22.  Your  association  was  represented  by 
President  Perry  of  the  Georgia  Commission,  Chairman  Burr  of  the 
Florida  Commission,  Hon.  J.  W.  Raish  of  the  South  Dakota  Com- 
mission (acting  upon  the  proxy  of  Chairman  Murphy  of  that 
commission),  Hon.  C.  M.  Reed  of  the  Kansas  Court  of  Industrial 
Relations,  and  myself.  The  federal  commission  was  represented 
by  a  committee,  designated  by  the  commission,  consisting  of 
Chairman  Clark  and  Commissioners  Daniels  and  Eastman. 

"At  the  conference  President  Perry  was  requested  to  open 
the  discussion,  and  did  so.  The  conference  was,  however,  entirely 
informal,  and  all  present  took  part  in  the  discussion.  In  sub- 
stance it  was  stated  on  behalf  of  the  state  commissions  that  they 
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luid  unilrd  wiiii  i  lie  federal  commission  in  urging  upon  Congress 
,1,,.  ,INM  lull-in   of  the  co-operative  provisions  of  the  Transporta- 
tion Art.  with  the  hope  and  expectation  that  they  would  result 
i.'li  co-operative  action  In  the  way  of  Joint  conferences  and 
joint  ln';iriim     Hint  such  conflicts  as  might  appear  between  state 
tfdiT.-ii   rates  might  be  by  agreement  removed  by  state  or 
'•:il  authorities,  respectively,  accordingly  as  upon  such  joint 
ings  or  conferences  it  should  appear  that  state  or  federal 
i,  or  both,  should  be  changed.     The  opinion  was  expressed 
i  hat  i'nc  enactment  of  the  law  created  opportunity  for  such  joint 
development    of   fuels   and   common   understandings   that   If  em- 
ed,  occasion  should  seldom,  if  ever,  arise  for  the  prescribing 
trastate  rates  by  federal  power. 

"Mr.  1'erry  said  that  the  state  commissions  were  disappointed 
ubstantial  results  in  the  line  of  co-operation  had  fol- 
d  the  enactment  of  the  co-operative  provisions;    that  they 
uncertain    as    to    what   classes   of   cases   the   federal    com 
mission   considered    properly   the   subject   of   co-operative   effort, 
as  to  how  such  co-operation  should  be  initiated  and  carried 
ard;   that  they  were  in  the  dark  as  to  the  federal  commis- 
5  disposition   and   desires,  and   were   wondering,  and   hence 
passed  the  resolution,  so  that,  if  possible,  a  full  understand- 
ing on  these  matters  might  be  obtained. 

"On  behalf  of  the  federal  commission  it  was  in  substance 
stated  to  be  the  disposition  of  that  commission  to  promote  the 
idea  and  practice  of  co-operation;  attention  was  called  to  the 
fact  that  the  federal  commission  had  in  several  cases  requested 
state  commissions  to  hold  hearings  upon  applications  of  car- 
riers for  certificates  of  convenience  and  necessity  in  construc- 
lion  and  abandonment  cases,  and  to  submit  the  record  with  their 
recommendations;  that  the  California  Commission  had  lately 
undertaken,  at  the  request  of  the  federal  commission,  to  hold 
a  hearing  and  make  Its  recommendations  as  to  the  continued 
joint  use  of  terminal  facilities  at  Oakland  in  that  state;  and 
that  in  Illinois  and  Mississippi  the  federal  commission,  at  the 
request  of  the  respective  state  commissions,  had  designated  ex- 
aminers to  sit  with  the  local  commissions  in  state  rate  proceed- 
ings. The  action  of  the  federal  commission  in  asking  this  asso- 
ciation to  appoint  representatives  to  sit  in  Ex  Parte  74  was  cited. 
"It  was  further  suggested  that  the  state  commissions  might 
be  of  much  aid  to  the  federal  commission  through  the  use  of 
their  forces  in  the  administration  of  the  provisions  of  the  trans- 
portation act  vesting  control  over  security  issues  in  the  federal 
commission. 

"It  was,  however,  stated  by  Chairman  Clark  that  it  did  not 
appear  to  be  wise  to  attempt  to  determine  in  advance  'what 
classes  of  cases'  offer  proper  opportunity  for  co-operation,  as 
such  attempt  might  lead  to  the  inclusion  of  cases  which,  when 
they  arose,  would  appear  not  to  be  of  a  character  upon  which 
co-operation  could  be  had,  and,  on  the  other  hand,  might  exclude 
some  cases  which,  when  they  arose,  would  appear  to  be  proper 
for  co-operation. 

"On  behalf  of  the  state  commissions  it  was  stated  that  the 
matters  of  which  mention  had  been  made,  wherein  the  federal 
commission  had  invited  co-operation,  were  (not  including  Ex 
Parte  74)  relatively  unimportant  in  comparison  with  matters 
of  rates  and  service,  and  that  the  limited  representation  possible 
in  Ex  Parte  74,  and  the  broad  nature  of  the  inquiry  therein,  gave 
no  opportunity  to  the  state  commissions  to  aid  in  the  considera- 
tion and  settlement  of  questions  involving  local  rates,  such  as 
were  brought  in  question  by  the  state  cases  instituted  before  the 
federal  commission  since  the  decision  in  Ex  Parte  74. 

"It  was  also  suggested  to  the  federal  commission  that  the 
authority  given  to  it  in  the  act  to  avail  Itself  of  the  'co-opera- 
tion, services,  records,  and  facilities  of  state  authorities  in  the 
enforcement  of  any  provision  of  (the)  this  act,'  opened  the  way 
for  the  federal  commission  to  designate  the  several  state  com- 
missions as  local  agencies  to  act  for  it  In  car  service  matters, 
and  that  such  designation  would  obviate  questions  of  conflict 
of  authority,  and  enable  the  local  commissions  to  secure  prompt 
and  equitable  distribution  locally  of  available  equipment. 

"Chairman  Clark  requested  that  the  suggestions  on  behalf 
of  the  state  commissions  be  made  definitely  in  writing  for  the 
further  consideration  of  the  federal  commission.  Accordingly, 
upon  the  afternoon  of  the  day  of  the  conference,  the  following 
letter  was  transmitted  to  him: 

In   pursuance   of  the   purpose   of   the   resolution   under  which   our 

Wnference  with   your  committee   was  held  today,  and  conforming  to 

DM  iv.iiioxt  of  your  committee  that  we  put  into  writing  definite  sug- 

stions  as  to  action  hereafter  by  federal  and  state  commissions  under 

the  co-operative  provisions  of  paragraph  (3)  of  section  13  of  the  Inter- 

'  ommerce    Act   as    amended,    the    committee    representing   the 

National   Association  of  Railway  and   Utilities   Commissioners   directs 

me  to  make  the  following  suggestions: 

That  the  federal  commission  advise  the  several  state  commissions 
tluit  it  is  the  purpose  of  the  federal  commission  hereafter,  whenever 
any  petition  is  filed  with  the  federal  commission  bringing  in  issue  any 
Jntrastate  rate,  fare,  charge,  classification,  regulation  or  practice, 
before  proceeding  upon  said  petition,  or  making  any  order  for  an 
Investigation  of  the  matters  complained  of  in  said  petition,  to  notify 
the  state  commission  or  state  commissions  having  jurisdiction  over 
such  intrastate  rate,  fare,  charge,  classification,  regulation  or  practice 
of  the  pendency  of  such  petition,  and  to  invite  a  conference  or  sug- 
gestions in  writing  as  to  procedure  upon  said  petition,  with  a  view 
to  adjusting  without  hearing,  if  possible,  any  conflict  between  state 
and  federal  requirements  that  may  appear,  or  In  the  event  that  a 
formal  hearing  shall  be  unavoidable  with  a  view  to  a  joint  hearing. 
if  the  same  shall  seem  advisable  to  the  commissions  involved. 


TI..H       III.        I'll-    ml     eollllllisHIOII      Illsil     advise     s;n  -illllll  i 

that  whenever  there  Is  pending  before  any  state  COinmlMlon  a  ]>i" 
ill-ding  involving  the  relationship  betwci-n  state  and  federal  rate 
structures  mid  |irnct  ices,  ih.  i.-di-rn]  communion  will  welcome  sug- 
gestions looking  towards  Joint  conferences  or  joint  hearings,  a*  may 
i  ni-ci -ssar.v  and  advisable,  with  a  view  to  the  avoidance  or  re- 
moval of  conflict  betwi-en  statr  .mil  federal  requirements. 

That  the  federal  commission  Invite  the  several  state  commissions 
to  act  as  agencies  of  the  federal  commission  In  all  matters  relating 
to  car  service  local  to  their  res-j/e.ctlv<!  states;  and  that  It  be  under- 
stood that  in  tin-  matter  oi  the  distribution  of  cars  already  within 
any  state,  us  lietw n  shippers  desiring  the  same,  the  local  commis- 
sion In  that  state,  subject  tu  iiny  rule  of  distribution  In  the  Intei- 
i :,ie  ('onoiieii-e  \.l.  may  iei|iilre  an  equitable  distribution  of  the 

The  foregoing  suggestions  cover  the  matters  which  are  deemed 
by  the  committee  of  principal  importance.  We  hope  that  the  same 
will  meet  the  approval  of  your  Commission. 

Will  you  kindly  send  any  response  that  may  be  made  to  the 
undersigned? 

"No  reply  has  as  yet  been  received. 

"It  may  be  said  that  the  conference  was  agreeable  in  that 
the  representatives  of  the  federal  commission  indicated  the  ut- 
most cordiality,  and  in  general  terms  expressed  the  desire  before 
mentioned  to  promote  co-operation  between  federal  and  state  com- 
missions. On  the  other  hand,  the  discussion  did  not  result  in  ex- 
pressions of  agreement  upon  the  propositions  which  were 
broached  on  behalf  of  the  state  commissions.  While  the  same 
were  not  conclusively  negatived,  the  substantial  results  of  the 
conference,  if  any,  remain  to  be  hereafter  developed. 

"The  commissions  will  be  advised  of  any  reply  that  may  be 
received  from  the  federal  commission." 


OIL,  WICHITA  FALLS  TO  GUSHING 

The  complaint  in  Docket  No.  12042,  Anderson  &  Gustafson, 
Inc.,  et  al.  vs.  M.  K.  &  T.  et  al.,  hearing  on  which  was  held  before 
Examiner  Jewell  in  Chicago,  February  11,  alleges  that  the  rates 
on  crude  oil  from  Wichita  Falls,  Tex.,  to  Oklahoma  City  and 
Cushing,  Okla.,  between  September  1  and  October  8,  1918,  were 
unjust  and  unreasonable  in  that  they  exceeded  22%  cents.  Rep- 
aration to  the  amount  of  $2,798.59  is  asked. 

A.  F.  Runyan,  assistant  traffic  manager  of  Anderson  & 
Gustafson,  Inc.,  at  Cushing,  testified  that  the  only  two  shipments 
that  moved  between  the  points  mentioned  consigned  to  the  com- 
plainant, during  the  time  stated,  were  one  of  10  cars  to  Okla- 
homa City  and  orje  of  25  cars  to  Cushing.  He  stated  that  the 
issues  in  the  case  were  much  the  same  as  those  in  No.  10670, 
Atwood  Refining'  Company  vs.  M.  K.  &  T.,  decision  on  which 
was  made  by  the  Commission  in  favor  of  the  complainants. 
Copies  of  a  number  of  the  exhibits  in  that  case  were  introduced 
as  evidence.  Other  exhibits  purported  to  show  that  the  rate 
between  Wichita  Falls  and  Okmulgee,  Tulsa  and  Sapulpa  was 
22%  cents  at  the  time  the  shipments  complained  of  moved, 
while  freight  bills  introduced  by  the  witness  showed  that  the 
rates  paid  to  Oklahoma  City  and  Cushing  from  the  same  point 
were  32%  and  37  cents  respectively.  On  September  30,  1918,  a 
few  days  after  the  shipments  moved,  the  rate  to  Oklahoma  City 
and  Cushing  was  reduced  to  22%  cents,  but  no  provision  was 
made  for  making  it  retroactive  in  the  case  of  these  shipments, 
although,  as  the  witness  said,  the  reduction  in  rate  was  brought 
about  by  a  complaint  instituted  with  the  carriers  prior  to  the 
making  of  these  shipments  for  the  express  purpose  of  lowering 
freight  on  them.  He  said  that  the  movement  of  the  25  cars 
to  Cushing  was  an  emergency  movement,  due  to  the  scarcity 
of  crude  oil  at  that  point  at  that  particular  time,  and  introduced 
correspondence  purporting  to  show  that  the  effort  to  bring  the 
Cushing  rate  down  to  the  level  of  the  Okmulgee-Tulsa-Sapulpa 
rate  was  started  prior  to  the  signing  of  the  contracts  for  the  oil 
shipped. 

Comparisons  with  other  rates  were  made  by  the  witness 
to  show  that  the  average  revenue  per  ton-mile  on  the  basis  of 
the  rates  paid  on  this  oil  was  172.1  per  cent  of  average  rates 
paid  on  other  traffic.  Even  were  the  claim  to  be  allowed,  he 
said,  the  revenue  per  ton-mile  yielded  would  equal  119  per  cent 
of  the  average  rates  on  other  traffic.  He  also  said  that  the 
average  loading  of  crude  oil  was  88  per  cent  over  the  average 
of  other  traffic,  in  tons.  Other  figures  purported  to  show  that 
Anderson  and  Gustafson  lost  $1.95  a  barrel  on  the  oil  contained 
in  these  shipments. 

A.  M.  Bull,  appearing  for  the  defense,  pleaded  that  he  had 
received  notice  of  this  hearing  only  six  weeks  ago,  and  asked 
for  the  setting  of  a  future  date  for  hearing  the  defense  in  the 
case.  The  examiner  said  that  the  request  would  appear  on  the 
records,  but  that  he,  personally,  could  not  say  that  it  would  be 
granted.  He,  therefore,  asked  whether  the  parties  desired  to 
file  briefs,  and  on  their  replying  In  the  affirmative  set  Marc 
13  as  the  brief  date.  The  right  for  oral  argument  before  the 
Commission  was  reserved  by  both  sides. 


AUTHORITY  TO  ABANDON   RAILROAD 
Authority  to  abandon  1.872  miles  of  railroad  between  Barndt 
and  Bayne,  in  Richland  County,  North  Dakota,  has  been  granted 
the  Northern  Pacific  Railway  Company  by  the  Commission,  tl 
reason  being  that  there  la  no  traffic  to  be  handled   over  the 
branch. 
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STOCKYARD-PACKER  DIVORCE 


The  Traffic  World   Washington  Bureau 

Another  chapter  has  been  written  by  the  five  big  packers 
in  their  efforts  to  present  to  the  Supreme  Court  of  the  District 
of  Columbia  a  plan  for  divesting  themselves  of  their  stockyard 
and  other  outside  interests,  in  compliance  with  the  consent  de- 
cree of  divestment,  which  will  be  satisfactory  to  the  court  and 
to  Attorney-General  Palmer.  The  decree  is  one  to  which  they 
consented,  as  the  price  of  freedom  from  further  attack  by  the 
attorney-general  under  the  anti-trust  and  Federal  Trade  Com- 
mission laws.  Several  plans  have  been  presented  but  thus  far 
nothing  satisfaceory  to  the  court  or  the  attorney-general  has 
been  brought  forward.  In  consenting  to  the  decree  the  five  big 
packers  stipulated  that  they  did  not  admit  that  they  had  vio- 
lated any  of  the  statutes. 

This  plan  provides  for  the  sale  of  the  stockyards  property 
of  the  big  five  in  St.  Louis,  Denver,  Sioux  City,  Omaha,  Fort 
Worth,  Milwaukee,  Jersey  City,  St.  Paul  and  Chicago,  by  trustees 
named  by  the  packers  and  mentioned  by  them  in  the  plan  sub- 
mitted. The  plan  provides  that  the  agents  or  trustees  in  the 
cities  mentioned  shall  make  periodical  reports  to  the  court.  It 
is  further  provided  that  the  plan  may  be  terminated  if  and  when 
the  court  is  of  the  opinion  that  the  sale  is  not  progressing  with 
sufficient  dispatch.  It  further  provides  that  the  court  may  set 
a  time  limit  within  which  the  sale  must  be  made. 

Swift  &  Co.  and  Armour  &  Co.  have  asked  for  an  extension 
of  time  in  which  to  sell  their  Jersey  City  holdings,  until  June  1, 
1921.  They  claimed  that  efforts  to  sell  the  yards  to  the  Pennsyl- 
vania Railroad  Company  had  failed.  They  tried  to  sell  to  that 
company  because  the  land  on  which  the  yards  are  situated  be- 
longs to  the  railroad  company.  In  the  event  their  present  nego- 
tiations for  sale  to  some  one  not  mentioned  do  not  turn  out 
as  they  hope,  they  ask  for  an  extension -of  the  time  to  February 
12,  1923,  when  the  lease  on  the  land  expires. 

The  plan  submitted  does  not  cover  the  common  carrier  rail- 
roads in  Chicago,  which  the  New  York  Central  has  asked  the 
Commission  to  permit  it  to  buy,  unless  the  District  of  Columbia 
court  should  hold  that  the  decree  is  superior  to  the  transportation 
law  under  which  the  New  York  Central  is  asking  permission  to  buy 
the  common  carrier  railroads  which  serve  the  stockyards  district 
in  Chicago.  The  stockyard  companies,  which  own  the  railroads 
also  own  stockyards,  so  the  question  with  regard  to  the  sale  of 
the  property  of  the  stockyard  companies  to  the"  New  York  Central 
may  be  complicated  by  the  possibility  of  conflict,  in  the  event 
the  Commission  should  issue  a  certificate  of  public  convenience 
and  necessity,  authorizing  the  New  York  Central  to  take  over 
the  stockyard  railroads. 

MEATS,  JACKSONVILLE  TO  TAMPA 

Hearing  on  I.  and  S.  1278  was  held  in  Chicago,  before  Ex- 
aminer Bronson  Jewell,  February  5.  The  tariff  under  suspen- 
sion, to  which  the  meat  packers  object,  is  contained  in  Florida 
Basis  Book  No.  7,  Agent  Glenn's  supplement  No.  19,  I.  C.  C.  A-194, 
and  provides  for  the  cancellation  of  the  present  commodity  rates 
on  fresh  meats  and  packing  house  products  between  Jackson- 
ville, Florida  Transfer  and  Tampa  and  Tampa  Bay  points,  and 
the  substitution  of  proportional  class  rates. 

The  present  rate  on  fresh  meats  between  the  points  men- 
tioned is  27  cents,  which,  under  the  suspended  tariff,  is  raised 
to  50  cents;  the  rates  on  packing  house  products  is  11%  cents 
in  both  cases. 

The  testimony,  introduced  on  behalf  of  the  carriers  by  R.  J. 
Doss,  assistant  general  freight  agent  for  the  Atlantic  Coast 
Line,  who  was  placed  on  the  stand  by  Frank  W.  Gwathmey, 
attorney  for  that  line  and  the  Seaboard  Air  Line,  was  voluminous, 
consisting  mainly  of  28  separate  exhibits  comparing  the  sus- 
pended rates  with  other  rates  between  the  same  points  and 
with  rates  on  similar  commodities  between  other  points  in  vari- 
ous parts  of  the  country.  This  testimony  was  to  show  that 
the  suspended  rates,  which  apply  only  on  through  shipments 
from  Ohio  and  Misissippi  crossings,  were  reasonably  low.  The 
witness  said  the  packers  had  repeatedly  endeavored  to  have 
rates  from  Virginia  and  eastern  points  to  Tampa  lowered  so 
as  to  bring' them  nearer  the  level  of  the  present  western  rates. 

Mr.  Doss  also  delved  into  the  history  of  the  present  low 
commodity  rates  on  fresh  meat  and  packing  house  products  in 
Southeastern  territory.  "Prior  to  the  rate  advances  under  Gen- 
eral Order  28  and  Ex  Parte  74,  these  rates  were  always  based 
upon  a  10-cent  differential  over  the  regular  class  B  rates,"  he 
said.  "This  was  brought  about  simply  because  the  class  B 
rates  have  always  been  held  at  bearing  some  relation  to  class 
C  and  D.  rates,  which  cover  grain  and  grain  products;  the  last 
two  commodities  have  always  enjoyed  abnormally  low  rates  on 
account  of  the  competition  between  the  all-rail  haul  and  the 
rail-and-water  haul  on  grain  and  grain  products,  from  the  Ohio 
and  Mississippi  crossings  to  Florida  points.  We  have,  how- 
ever, conducted  a  searching  investigation  which  shows  that 
no  fresh  meat  and  very  little  packing  house  products  have  been 
shipped  via  rail-and-water  within  the  thirty  years  which  the 
investigation  covers.  In  fact,  we  found  that  not  a  single  vessel 


plying    between   Gulf   ports    was    equipped    with    the   necessary 
refrigeration  to  carry  such  shipments." 

Another  exhibit,  introduced  by  the  carriers,  and  objected 
to  by  the  shippers,  on  the  grounds  that  the  information  it  car- 
ried bore  no  relation  to  the  question  under  consideration,  showed 
that,  while  the  present  icing  charges  on  fresh  meats  and  pack- 
ing house  products  is  $5  per  ton,  the  ice  itself  at  present  costs 
the  carriers  approximately  $6.22  per  ton. 

The  packers  confined  themselves  mainly  to  an  effort  to 
prove  that  the  spread  of  38%  cents  between  packing  house  prod 
ucts  and  fresh  meat  in  the  suspended  tariff  is  too  great.  G.  F. 
Talley,  of  the  transportation  department  of  Swift  &  Co.,  was 
placed  on  the  stand  by  R.  D.  Rynder.  He  said  the  value  of 
packing  house  products  per  pound  was  practically  the  same  as, 
if  not  a  little  higher  than  fresh  meats,  and  that  the  equipment 
and  service  rendered  was  identical.  The  two,  he  said,  are 
nearly  invariably  shipped  in  mixed  carloads.  The  witness  also 
denied  that  special  expedited  shipment  of  these  products  takes 
place  between  Jacksonville  and  Tampa,  since  the  cars  contain 
ing  them  are  attached  to  regular  scheduled  freight  trains. 

The  witness  also  pointed  out  that  the  present  rate  from 
East  St.  Louis,  where  most  of  the  meat  shipments  originate,  to 
Jacksonville  is  {1.  The  proposed  rate  to  Tampa  from  Jackson- 
ville will  mean,  he  said,  an  additional  charge  of  50  cents,  which 
will  amount  to  50  per  cent  of  the  "rate  for  19  per  cent  of  the 
haul.  The  carriers  claim  that  the  extent  of  their  shipments 
between  East  St.  Louis  and  Tampa  is  43  cars  per  month,  on  an 
average,  and  that  such  a  movement  should  entitle  them  to  the 
present  rates,  or  at  least  a  commodity  rate  considerably  below 
the  suspended  class  rate  on  fresh  meat. 


PRESS  RATES  FOR  "QUERIES" 

The  Traffic  World  Washington  Bureau 

An  unusual  question  has  been  raised  in  No.  12159,  Consoli 
dated  Press  Association  vs.  Western  Union  Telegraph  Company, 
filed  by  Former  Chief  Examiner  Wilbur  La  Roe,  Jr.  The  case 
grows  out  of  the  asserted  refusal  of  the  telegraph  company  to 
give  the  complaining  association  the  benefit  of  the  rule  in  its 
tariffs  relating  to  queries  by  a  correspondent  as  to  whether 
the  newspaper  addressed  would  like  to  have  a  "story"  offered 
by  the  one  making  the  inquiry.  The  rule  defines  queries  thus: 
"Queries  are  messages  in  plain  language  (not  in  code  or  cipher) 
ordering  or  relating  strictly  to  newspaper  specials  transmitted 
or  to  be  transmitted  over  Western  Union  lines."  Such  messages 
are  to  be  charged  for  at  the  regular  rates  for  messages  for  pub- 
lication. None,  however,  is  to  counted  as  containing  less  than 
ten  words. 

It  is  asserted  that  it  is  customary  for  various  agencies  en- 
gaged in  gathering  and  selling  news  articles  to  send  telegraph 
messages  to  prospective  purchasers  of  such  article  outlining  the 
nature  of  the  articles,  the  terms,  etc.,  and  inquiring  whether  the 
prospective  purchaser  desires  to  purchase  such  articles,  and  that 
such  messages  are  commonly  known  and  designated  as  queries; 
and  that  when  such  queries  are  sent  by  newspapers  the  day  01 
night  press  rate,  as  the  case  may  be,  is  applied  by  the  Western 
Union,  but  that  when  such  messages  are  sent  by  the  complainant 
the  Western  Union  refuses  to  do  for  it  what  it  does  for  news 
papers,  although  the  messages,  as  contended  by  the  complainant 
come  strictly  within  the  rule. 

Included  in  the  complaint  is  a  sample  query  sent  by  the 
complaining  association  offering  articles  written  by  Robert 
Small,  who,  according  to.  the  message,  travelled  with  President 
Taft,  Governor  Cox,  and  Harding.  The  message  stated  the  terms 
for  the  service  to  be  $15  a  day,  collect,  from  New  York  and  urg 
ing  the  recipient  to  hurry  and  send  its  decision  promptly  becaust 
the  same  stuff  was  being  offered  to  its  local  competitors. 

It  is  alleged  that  the  refusal  of  the  Western  Union  caused 
the  complainant  to  pay  unreasonable  rates  and  to  suffer  undue 
prejudice. 


DEATH    VALLEY   R.   R.   STOCK 

The  Death  Valley  Railroad  Company  has  applied  to  the  Com- 
mission for  a  general  order  authorizing  it  from  time  to  time: 
to  issue  and  sell  at  par  1,787  unissued  shares  of  capital  stock, 
the  proceeds  to  be  used  in  conjunction  with  its  sinking  fund  for 
the  payment  and  retirement  of  367.  of  its  outstanding  bonds  as 
they  become  due  and  payable,  or  if  such  an  order  is  not  made, 
to  authorize  it  to  issue  and  sell  at  par  439  unissued  shares  of 
capital  stock  in  connection  with  the  retirement  of  90  of  its  out- 
standing mortgage  bonds,  due  March  1,  1921. 


VIRGINIA   SOUTHERN    LOAN 

Authority  has  been  granted  the  Marion  and  Rye  Valley  Rail- 
way Company  to  endorse  and  guarantee  payment  of  the  prin- 
cipal and  interest  of  a  note  for  $38,000  to  be  given  the  Secretary 
of  the  Treasury  by  the  Virginia  Southern  Railroad  Company  as 
evidence  of  a  loan  of  that  amount  to  meet  in  part  a  mortgage  of 
$75,000.  The  applicant  and  the  Virginia  Southern  together  form 
a  short  system  of  railroad  of  approximately  30  miles  long  from 
Marion  to  Troutdale,  Va. 


12,   1921 
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Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF    COMMON    CARRIERS 

Liability    for    Overcharge    Under    Rule    of    State    Railroad    Com- 
missions: 

(Supreme  Court  of  Florida.)  A  carrier  becomes  "indebted 
and  liable"  for  overcharges  when  they  are  collected,  and  a  rule 
of  the  railroad  commissioners  is  prima  facie  valid,  and  when 
its  validity  is  duly  established  is  valid  ab  initio,  and  the  statute 
docs  not  require  the  commissioners  to  delay  bringing  suits  for 
owTcliiirges  until  the  rule  violated  by  making  the  overcharges 
has  been  judicially  held  valid. — State  vs.  Florida  East  Coast 
Ry.,  86  Sou.  Kept.  691. 
Limitation  of  Actions  for  Overcharge: 

The  provision  of  section  13,  c.  6527,  Acts  of  1913,  that  "all 
suits  under  this  act  shall  be  brought  within  two  years  after  the 
commission  of  the  alleged  wrong  or  injury,  except  in  cases  where 
the  railroad  commissioners  have  heretofore  been  or  shall  here- 
after be,  by  refusal  of  such  railroad  or  common  carrier  to 
observe  the  rates,  rules,  schedules  or  regulations  by  the  railroad 
commissioners,  compelled  to  resort  to  suits  to  enforce  such 
rates,  rules,  schedules  or  regulations,  and  in  such  cases  suits 
for  such  loss,  damage,  or  penalty  may  be  brought  within  twelve 
months  after  the  termination  of  such  suits  in  favor  of  the 
railroad  commissioners,"  does  not  apply  to  suits  brought  under 
chapter  5616,  Acts  of  1907,  "to  compel"  "accountings  and  pay- 
ments" by  common  carriers  for  transportation  charges  collected 
from  individuals  in  violation  of  rates  fixed  by  the  railroad 
commissioners  under  the  statute.  Such  special  statute  of  limi- 
tations not  being  applicable,  the  general  statute  of  limitation 
was  properly  applied  by  the  trial  court  in  an  accounting  there 
being  had  pursuant  to  the  provisions  of  chapter  5616,  Acts  of 
1907— Ibid. 
Electric  Railway  Between  Two  States  Engaged  in  Interstate 

Commerce: 

(Supreme   Court   of   Michigan.)     An   electric   railway   trans- 
porting both  passengers  and  freight  from  points  in  Michigan  to 
points  in  Ohio  is  engaged  in  "interstate  commerce." — Humphrey 
vs.  Detroit,  M.  &  T.  S.  L.  Ry.,  180  N.  W.  Rept.  373. 
No    Inference    that    Increase    of    Rates    Approved    by    Interstate 

Commerce   Commission    Affected    Rates   on    Intrastate   Line: 

In  suit  against  railway  operating  between  Michigan  and 
Ohio  to  recover  the  penalty  for  excessive  charge  of  plaintiff 
passenger  provided  for  in  Comp.  Laws  1915,  8244,  though  it  is 
established  that  the  Interstate  Commerce  Commission's  approval 
of  an  increase  in  rates  was  given,  the  court  cannot  infer  that 
it  affected  the  rates  on  the  part  of  defendant's  line  which  was 
intrastate,  as  that  between  the  two  points  in  Michigan  between 
which  plaintiff  rode  when  the  alleged  excessive  charges  were 
exacted. — Ibid. 
Proof  that  Proposed  Increase  of  Rates  Was  Filed  with  Railroad 

Commission    Insufficient: 

In  an  action  against  railway  operating  between  Ohio  and 
Michigan  to  recover  the  penalty  for  excessive  charge  of  plaintiff 
passenger  provided  for  in  Comp.  Laws  1915,  8244,  evidence  held 
insufficient  to  establish  the  fact  that  the  schedule  of  increased 
rates  claimed  to  have  been  approved  by  the  Interstate  Commerce 
Commission  was  filed  with  the  Michigan  Railroad  Commission. 
—Ibid. 
Collection  of  Freight  Charges  from  Consignee: 

(Supreme  Court  of  Michigan.)  Where  a  consignment  of 
peaches  was  to  a  fruit  company,  with  direction  to  notify  the 
defendant,  who  produced  the  bills  of  lading  with  drafts  attached 
and  surrendered  them  to  the  plaintiff  railroad  company  and 
received  the  peaches,  defendant  became,  so  far  as  plaintiff  was 
concerned,  the  consignee,  and  was  liable  for  the  freight  charges. 
— Wabash  Ry.  Co.  vs.  Bloomgarden,  180  N.  W.  Rept.  443. 

In  a  railroad  company's  action  against  defendant  for  freight 
on  two  cars  of  peaches,  defendant's  attempt  to  absolve  himself 
from  liability  by  proof  of  an  agreement  between  him  and  plain- 
tiff's representative  that  he  was  to  take  the  peaches  without 
payment  of  the  charges  was  an  affirmative  defense,  entitling 
plaintiff  to  notice  under  Circuit  Court  Rule  23,  subd.  2,  failure 
to  give  which  is  reversible  error.— Ibid. 

Though  it  was  plaintiff  carrier's  duty  under  the  federal  law 
to  collect,  freight  on  an  interstate  shipment,  it  having  a  lien 
therefor  which  it  could  not  permit  to  be  discharged  without 
payment,  and  acceptance  of  the  freight  by  defendant,  who  sur- 
rendered the  bill  of  lading  and  who  was  on  plaintiff's  credit 
list,  was  equivalent  to  payment,  plaintiff  could  enter  into  a  new 
agreement  with  defendant,  with  the  consignor's  consent  for 
delivery  to  defendant  as  consignor's  agent,  plaintiff  to  look  to 
consignor  alone  for  freight  charges. — Ibid. 


In  a  carrier's  action  for  freight  charges  defended  on  the 
ground  of  an  agreement  that  plaintiff  was  to  collect  from  con- 
signor not  defendant,  held,  to  present  a  jury  question  as  to  the 
authority  of  plaintiff's  employe  to  make  such  agreement. — Ibid. 

In  a  railroad  company's  action  for  freight,  testimony  of  the 
defendant  consignee  as  to  the  telephonic  conversations  with 
consignor's  manager  and  a  telegram  claimed  received  from  con- 
signor were  clearly  Inadmissible,  unless  It  appeared  such  mat- 
ters were  communicated  to  the  plaintiff  and  considered  by  it 
a  i  I  he  time  of  the  alleged  new  agreement  to  look  to  consignor 
only  for  freight  charges.-  Ibid. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR   INJURY  TO  GOODS 

Whether  Freight  Had   Been   Delivered — Question  for  Jury: 

(Supreme  Court  of  South  Carolina.)  In  action  against  rail- 
road for  loss  of  freight  stolen  from  freight  car  after  railroad's 
agent  had  notified  the  consignee's  drayman  of  the  arrival  of 
the  goods,  and  with  drayman  had  checked  up  the  goods  and 
found  that  full  shipment  had  arrived,  and  after  a  portion  of 
the  shipment  had  been  removed  from  the  car,  the  question  of 
whether  there  had  been  a  delivery  of  the  shipment  to  the  con- 
signee was  a  mixed  question  of  law  and  fact  which  should  have 
been  submitted  to  the  jury. — C.  M.  Davis,  Son  &  Co.  vs.  North- 
western R.  Co.  of  South  Carolina,  105  S.  E.  Rept.  350. 
Carrier's  Right  to  Notice  of  Claim  Not  Waived: 

(Supreme  Court  of  South  Carolina.)  Railroad  did  not  waive 
its  right  to  notice  of  claim  for  damages  for  shipment  provided 
for  by  bill  of  lading,  where  it  denied  liability  for  such  damages 
and  did  nothing  to  mislead  the  shipper  to  its  detriment  or 
prejudice. — Manning  Oil  Mill  vs.  Northwestern  R.  Co.  of  South 
Carolina,  105  S.  E.  Rept.  343. 

In   Absence   of   Proof  of  Contents,  Action    for   Loss  of   Package 
Dismissed: 

(Supreme  Court,  Appellate  Term,  First  Dept.)     Where  there 
was  no  proof  as  to  contents  of  a  lost  package,  the  court  properly 
dismissed  the  action. — Cohen  et  al.  vs.  American  Ry.  Express 
Co.,  185  N.  Y.  S.  367. 
Release  of  Liability  for  Freezing  Held  to  Prevent  Recovery: 

(Supreme  Court  of  Michigan.)  An  indorsement  on  an  in- 
terstate bill  of  lading  for  a  carload  of  potatoes  shipped  in  an 
ordinary  box  car  at  the  shipper's  request  because  the  carrier 
was  unable  to  furnish  a  refrigerator  car,  releasing  the  carrier 
from  liability  for  loss  from  heat  or  frost,  prevented  a  recovery 
for  freezing  due  to  delay  in  transportation  and  delivery,  not- 
withstanding the  general  rule  that  a  carrier  may  not  wholly 
exempt  itself  from  liability  for  negligence. — Randall  et  al.  vs. 
Detroit  &  M.  Ry.  Co.,  180  N.  W.  Rept.  361. 
Liability  of  Carrier  as  Bailee: 

(St.  Louis  Court  of  Appeals,  Missouri.)  In  action  for  failure 
to  deliver  goods  under  contract  of  bailment  because  of  theft 
of  goods  from  bailee,  the  gist  of  the  action  is  negligence. — 
Rochette  vs.  Terminal  R.  Assn.  of  St.  Louis,  225  S.  W.  Rept.  1019. 

In  action  for  bailee's  failure  to  deliver  goods  under  contract 
of  bailment  following  theft  thereof,  the  bailor  has  the  burden 
of  proof,  but  establishes  a  prima  facie  case  of  negligence  by 
proving  the  bailment  and  bailee's  failure  to  return  the  property 
on  demand,  shifting  the  burden  on  bailee  of  showing  that  loss 
was  occasioned  by  some  act  such  as  theft,  fire,  etc.,  which  prima 
facie  establishes  an  exoneration  and  requires  bailor  to  prove 
negligence. — Ibid. 

In  an  action  at  law,  the  finding  of  a  court  sitting  as  a  jury,  if 
supported  by  the  evidence,  is  like  the  verdict  of  the  jury,  con- 
clusive on  appeal.— Ibid. 

BILLS  OF   LADING 

Bills  of  Lading  Fully  Negotiable: 

((Supreme  Court  of  Louisiana.)  Under  Act  No.  150  of  1868, 
9,  making  bills  of  lading  negotiable  in  the  same  manner  and 
to  the  same  extent  as  bills  of  exchange  and  promissory  notes, 
which  is  similar  to  the  subsequent  provision  in  the  Uniform 
Bills  of  Lading  Act  (Act  No.  94  of  1912),  bills  of  lading  are 
fully  negotiable,  and  a  holder  thereof  for  value  in  good  faith 
before  maturity  is  entitled  thereto  free  of  any  equities  between 
the  original  parties. — Thompson  vs.  Hibernia  Bank  &  Trust  Co., 
86  Sou.  Rept.  652. 

The  application  by  a  bank  of  the  proceeds  of  the  sale  of 
property  covered  by  a  bill  of  lading  to  a  previous  indebtedness 
of  an  indorser  of  the  bill  of  lading  is  sufficient  consideration 
for  the  indorsement  to  the  bank  to  make  it  a  holder  for  value. — 
Ibid. 
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CARRIAGE   OF   LIVE    STOCK 

Carrier's  Negligence  Must  Be  Proved  Under  Bill  of  Lading  Ex- 
empting Carrier  from  Liability  Except  Through  Negligence: 
(Supreme  Court  of  Louisiana.)  Civ.  Code,  art.  2754,  mak- 
ing carriers  liable  for  loss  or  injury  unless  caused  by  accidental 
or  uncontrollable  events,  does  not  render  a  railroad  liable  for 
death  of  a  horse  in  transit,  because  it  fails  to  show  the  cause 
of  death,  where  the  horse  is  carried  under  bill  of  lading  pro- 
viding that  railroad  should  not  be  liable  for  death  unless  caused 
by  its  negligence,  as  to  which  there  was  no  evidence. — McHenry 
Horse  Exchange  vs.  Illinois  Cent.  R.  Co.  et  al.,  86  Sou.  Kept.  649. 

APPROPRIATIONS  CUT 

The  Traffic  World   Washington  Bureau 

The  Senate  committee  on  appropriations  has  made  a  cut  of 
$300,000  in  the  appropriation  for  the  Interstate  Commerce  Com- 
mission for  the  fiscal  year  ending  June  30,  1922.  The  appropria- 
tion bill  as  passed  by  the  House  carried  approximately  $600,000 
less  than  the  Commission  had  asked  for,  so  that  a  total  reduc- 
tion of  approximately  $900,000  has  been  made  in  the  Commission's 
estimates.  The  $30u,000  cut  by  the  Senate  committee  was  taken 
from  the  Commission's  general  fund,  which  was  $1,900,000  in  the 
House  bill.  None  of  the  other  amounts  carried  in  the  House  bill 
was  changed.  The  total  appropriation,  as  recommended  by  the 
Senate  committee,  is  $4,453,600. 

The  committee  cut  the  appropriation~for  the  general  fund  of 
the  Railroad  Labor  Board  from  $305,000  to  $275,000. 

For  the  Shipping  Board  an  appropriation  of  $459,000  was 
recommended.  For  the  emergency  shipping  fund,  out  of  which 
the  expenses  of  operation  of  the  board's  vessels  and  other  ex- 
penses of  the  Kmergency  Fleet  Corporation  are  paid,  the  Senate 
bill  provides  that  this  fund  shall  come  from  the  amount  on  hand 
July  1,  1921,  the  amount  received  during  the  fiscal  year  1922 
from  the  operation  of  ships,  not  to  exceed  $55,000,000,  from  de- 
ferred payments  on  ships  sold  prior  to  the  approval  of  the  act, 
from  plant  and  material  sold  during  the  fiscal  year  1922,  and 
from  ships  sold  during  that  year.  The  House  bill  provided  that 
not  to  exceed  $25,000,000  was  to  be  used  from  the  amount  re- 
ceived from  the  operation  of  ships. 

For  transportation  facilities  on  inland  and  coastwise  water- 
ways (War  Department)  an  appropriation  of  $1,225,000  was  rec- 
ommended, that  being  the  same  amount  as  carried  in  the  House 
bill. 

Senator  Pomerene,  of  Ohio,  inquired  in  the  Senate,  Febru- 
ary 5,  the  reason  for  the  committee  on  appropriations  recom- 
mending a  cut  of  $300,000  in  the  appropriation  for  the  general 
fund  of  the  Commission. 

Senator  Warren,  chairman  of  the  committee,  replied  that 
the  reduction  was  made  in  pursuance  "of  the  same  idea  we  have 
endeavored  to  follow  throughout,  in  order  to  practice  a  little 
economy." 

"The  committee  feels  in  this  instance  it  has  been  very  lib- 
eral," said  he. 

"I  am  not  prepared  to  take  issue  with  the  chairman  of  the 
committee,"  said  Senator  Pomerene,  "but  in  a  general  way  I 
think  we  have  increased  the  jurisdiction  of  that  Commission 
considerably,  and  whether  or  not  the  appropriation  is  going  to 
be  sufficient  to  take  care  of  its  increased  activities  was  the 
thought  that  was  in  my  mind." 

Senator  Smoot  said  the  committee  had  requested  from  each 
federal  commission  or  board  a  list  of  the  employes  and  the  sal- 
aries paid. 

"We  find  from  those  lists  that  the  salaries  paid  out  of  lump- 
sum  appropriations  by  various  boards  and  commissions  are 
altogether  out  of  harmony  with  those  that  are  paid  by  the  regu- 
lar  departments  of  the  government,"  said  he.  "Not  only  that, 
but  I  think  if  the  senator  will  make  an  examination,  he  will  con- 
clude without  a  doubt  that  a  reduction  in  this  instance,  as  is  the 
case  in  connection  with  some  of  the  other  bureaus  and  divisions, 
is  absolutely  justified.  No  member  of  the  committee  wanted 
to  do  anything  that  would  harm  or  cripple  various  boards  and 
commissions,  but  if  we  are  going  to  cut  down  the  expenses  of 
the  government,  we  must  make  a  beginning,  and  a  beginning 
will  never  be  fnade  if  we  comply  with  the  requests  that  are 
made  for  appropriations  by  the  heads  of  the  commissions  and 
boards." 

"There  is  no  doubt  a  great  deal  of  truth  in  what  the  senator 
has  said,"  replied  Senator  Pomerene,  "but  at  the  same  time  one 
of  the  difficulties  in  all  of  the  departments  is  a  lack  of  experts 
and  assistants  in  certain  lines,  and  if  we  are  going  to  have  the 
best  of  expert  work,  we  have  got  to  pay  for  it,  at  least  in  propor- 
tion to  what  is  paid  in  private  life." 

The  amendment  as  reported  by  the  committee  had  been 
agreed  to  and  Senator  Pomerene  said  he  did  not  feel  justified  in 
asking  reconsideration,  but  that  he  did  not  feel  that  such  a  reduc- 
tion should  be  made  at  present. 

The  amendments  recommended  by  the  committee  as  to  the 
Shipping  Board  and  the  Railroad  Labor  Board  were  agreed  to 
without  debate. 

Protests  of  senators  and  the  Commission  against  the  reduc- 


tion of  $300,000  in  the  appropriation  of  $1,900,000  for  the  gen- 
eral fund  of  the  Commission  as  carried  in  the  bill  as  passed  by 
the  House,  resulted  in  the  Senate,  February  8,  rejecting  the 
amendment  recommended  by  the  Senate  committee  on  appro- 
priations. 

Defense  of  the  Commission's  request  for  $1,900,000  for  its 
general  fund  was  made  by  Chairman  Clark  in  a  letter  written  to 
Senator  Warren,  chairman  of  the  committee  on  appropriations. 
The  letter  follows: 

"The  Commission  has  noticed  that  your  committee  reported" 
an  amendment  to  H.  R.  15422,  being  the  sundry  civil  appropria- 
tion bill  for  the  fiscal  year  ending  June  30,  1922,  in  line  25,  on 
page  38,  reducing  from  $1,900,000  to  $1.600,000  the  appropriation 
carried  in  the  House  bill  for  the  general  fund  from  which  all 
expenses  of  the  Commission  must  be  paid,  except  those  specifi- 
cally provided  for  in  separate  appropriations. 

"The  Commission  has  requested  me  to  write  you  inviting  at- 
tention to  the  fact  that  the  transportation  act  very  largely  in- 
creased the  jurisdiction  and  duties  of  the  Commission.  Among 
the  important  items  of  added  or  new  jurisdiction  may  be  men- 
tioned supervision  of  issuance  of  stocks  and  bonds,  passing  upon 
applications  for  certificates  of  public  convenience  and  necessity 
for  the  construction  of  new  road  or  abandonment  of  existing 
road  and  very  largely  amplified  jurisdiction  over  questions  of 
service  and  physical  operation  of  roads  and  very  exacting  and 
important  duties  in  ascertaining  and  certifying  the  amounts  due 
the  carriers  under  the  guaranty  provisions  of  the  transportation 
act.  Necessarily  these  new  duties  involve  additions  to  our  forces 
and  providing  funds  therefor.  Intelligent  consideration  and  de- 
termination of  questions  involving  issuance  of  stocks  or  bonds 
and  determination  of  the  Government's  obligation  to  the  car- 
riers and  the  carriers'  indebtedness  to  the  Government,  and  var- 
ious important  questions  of  physical  operation  or  service  require 
men  of  capacity,  unquestioned  integrity,  experience,  and  in- 
dustry. We  note  that  in  the  debate  on  the  floor  of  the  Senate 
some  reference  was  made  to  the  salaries  paid  by  the  Commis- 
sion. We  have  never  expended  a  dollar  in  this  or  in  any  other 
direction  which  we  did  not  feel  was  fully  justified  in  the  inter- 
ests of  the  service.  Securing  accountants  of  desired  capacity 
and  character  has  been  unusually  difficult  during  the  last  two 
or  three  years  and  is  at  the  present  time.  We  have  not  in  any 
instance  fixed  a  salary  that  did  not  seem  to  be  imperatively 
necessary  in  order  to  induce  men  to  enter  the  service  rather 
than  to  accept  offers  from  outside  the  Government  service  which 
from  the  sole  point  of  salary  were  more  attractive. 

"It  is  essential  if  the  Commission  is  to  perform  its  duties  in 
an  efficient  manner  that  questions  affecting  the  finances  of  the 
carriers  or  their  service  to  the  public  shall  be  considered  and 
disposed  of  promptly.  A  question  of  financing,  if  handled  with 
promptness,  can  be  carried  through  while  often  if  there  is  ser- 
ious delay  in  securing  authority  the  money  market  conditions 
have  so  changed  that  when  the  authority  is  given  it  is  impossible 
to  float  the  issue. 

"We  have  always  attempted  to  be  conservative  in  our  esti- 
mates and  to  conserve  the  public  funds.  It  is  a  matter  of  com- 
mon knowledge  that  the  Congress  recognize  the  fact  that  the 
commission  was  rather  overloaded  with  work  before  the  trans- 
portation act  was  passed,  and  these  additional  duties  were 
placed  upon  it.  Congress,  of  course  desires  the  Commission  to 
do  its  work  in  a  thorough  and  creditable  manner  and  with  that 
promptness  which  the  character  of  the  work  makes  indispens- 
able, and  we  therefore  desire  to  bring  these  matters  to  your 
notice  in  the  hope  that  the  importance  and  merits  of  the  situa- 
tion may  be  recognized  by  withdrawal  of  the  amendment  re- 
ferred to  and  restoration  of  the  appropriation  carried  in  the 
House  bill.  We  are  in  full  sympathy  with  the  policy  of  economy 
in  every  reasonable  and  appropriate  way,  and  at  the  same  time 
feel  that  we  are  in  accord  with  the  sentiment  which  undobutedly 
actuates  yourself  and  your  committee  that  economy  shall  not  be 
exercised  at  the  expense  of  proper  and  appropriate  conduct  of 
the  public  business. 

"May  I  not  on  behalf  and  at  request  of  the  Commission  ex- 
press the  hope  that  these  matters  will  have  your  consideration, 
and  that  further  consideration  will  lead  to'  affirmative  action 
along  the  line  I  have  suggested?" 

Senator  Smoot,  who  favored  the  reduction,  read  from  a  list 
of  salaries  paid  Commission  employes,  saying  it  started  out  with 
$10,000  for  chief  counsel;  director  of  service,  $10,000;  director  of 
finance,  $10,000;  director  of  traffic,  $10,000;  assistant  counsel, 
$6,500;  assistant  counsel,  $5,000  and  four  attorney  examiners 
at  $6,000.  He  said  the  committee  thought  there  could  be  a  re- 
vision of  salaries  more  in  conformity  with  conditions  that  will 
exist  in  the  country  in  the  next  year. 

Senator  Lenroot  asked  whether  the  transportation  act  had 
not  greatly  increased  the  duties  of  the  Commission,  but  Mr. 
Smoot  said  he  could  not  say  how  much  expense  was  attached 
to  that.  Senator  Pomerene  said  the  duties  had  been  increased 
greatly. 


Our  corps  of  experts  in  Washington  is  at  the  serv- 
ice of  subscribers  fnr  THE  DAILY  TRAFFIC  WORLD. 
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Questions  and  Answers 

In  this  department  wilt  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Traffic  Service  Corporation,  Colorado  Building,  Washington,  D.  C. 


Import  Shipments — Liability  of  Rail  Carrier 

Pennsylvania. — Question:  A  shipment  properly  packed  in 
box  container  is  forwarded  from  England  to  Baltimore,  Md.,  on 
ocean  bill  of  lading,  from  whence  it  Is  shipped  via  rail  carrier 
on  new  bill  of  lading  to  ultimate  destination,  Youngstown,  O. 
Upon  receipt  it  is  discovered  that  the  contents  are  damaged, 
resulting  in  a  concealed  damage  claim  against  the  inland  carrier. 
The  railroad  company  refuses  to  pay  the  claim  on  the  grounds 
that  shipment  was  delivered  to  our  plant  in  the  same  apparent 
external  good  order  that  existed  when  received  by  their  lines 
at  Baltimore  from  the  steamship  company.  In  declining  pay- 
ment the  carrier  states  that  if  they  should  recognize  our  claim 
responsibility  would  be  assumed  that  probably  belonged  to  the 
steamshiip  company.  It  seems  that  liability  exists  with  either 
the  ocean  or  inland  carrier.  The  shipment  was  not  covered  by 
marine  insurance.  Kindly  advise  what  action  we  have  for  re- 
dress. Also,  without  marine  insurance,  do  we  have  any  recourse 
against  the  steamship  company? 

Answer:  Shipments  originating  in  Europe  and  destined  to 
inland  points  in  the  United  States  on  the  lines  of  rail  carriers 
are  not  subject  to  the  provisions  of  the  Cannack  amendment 
to  the  act  to  regulate  commerce  and  the  owners  of  such  ship- 
ments received  in  a  damaged  condition  must  establish  liability 
by  proving  which  carrier  was  at  fault  or  whose  negligence  was 
the  cause  of  the  injury.  So  where  there  is  a  concealed  loss  It 
is  a  difficult  matter  to  establish  or  fix  the  liability.  However, 
the  rail  carriers  frequently,  as  a  compromise,  assume  a  part 
of  the  responsibilty,  paying  a  percentage  proportion  of  the  dam- 
age. If  you  can  show  that  the  loss  or  injury  was  due  to  the 
negligence  of  the  steamship  company  you  are  entitled  to  recover 
damages  for  such  loss  or  injury  regardless  of  the  fact  that  the 
goods  were  not  insured. 

Causes  of  Action  Arising   Out  of  Federal  Control 

Pennsylvania. — Question:  We  have  a  claim  covering  a  ship- 
ment in  February,  1920,  against  the  Philadelphia  &  Reading  Rail- 
way. Please  advise  whether  a  ruling  or  regulation  exists  to 
the  effect  that  all  claims  against  railroads  controlled  by  the 
United  States  Railroad  Administration  may  be  entered  within 
one  year  from  the  date  the  railroads  pass  into  private  control. 

Answer:  Section  6  of  the  transportation  act  1920  is  the 
section  which  relates  to  the  time  within  which  causes  of  action 
arising  out  of  federal  control  must  be  brought.  Paragraph  A 
thereof  relates  to  actions  at  law,  suits  in  equity  and  proceedings 
in  admiralty,  while  paragraph  C  thereof  has  to  do  with  com- 
plaints filed  with  the  Interstate  Commerce  Commission  for  rep- 
aration on  account  of  damage  claimed  to  have  been  caused  by 
reason  of  the  collection  or  enforcement  by  or  through  the  Presi- 
dent, during  the  period  of  federal  control,  of  rates,  fares,  charges, 
classifications,  regulations  or  practices  which  were  unjust,  un- 
reasonable, unduly  discriminatory  or  unduly  prejudicial  or  other- 
wise to  violation  of  the  interstate  commerce  act.  Under  para- 
graph A  such  actions,  suits  or  proceedings  may  be  brought 
within  the  periods  of  limitation  now  prescribed  by  state  or  fed- 
eral statutes,  but  not  later  than  two  years  from  the  date  of 
the  passage  of  the  transportation  act,  namely,  March  1,  1920. 
Under  paragraph  C  a  complaint  may  be  filed  with  the  Interstate 
Commerce  Commission  within  one  year  after  the  termination  of 
federal  control,  namely,  March  1,  1920. 

Rates  Used  as  Factors  for  Constructing  Through   Rates  Carried 
in  Tariffs  which  Do  Not  Refer  to  Kelly's  Tariff  228 

Missouri. — Question:  Kindly  advise  proper  basis  for  figuring 
combination  rate  on  traffic  moving  under  Southwestern  Lines' 
Tariff  No.  76-D,  I.  C.  C.  1370,  and  A.  T.  &  S.  F.  Tariff  6180-H, 
r.  C.  C.  8593.  Southwestern  Lines'  Tariff  76-D  does  not  carry 
any  rule  for  constructing  combination  rates,  but  Santa  Fe  Tariff 
6180-H  refers  to  W.  J.  Kelly's  Tariff  228,  I.  C.  C.  US-1. 

The  Commission  in  a  conference  on  June  21,  1920,  expressed 
the  view  that  when  one  of  the  tariffs  used  in  making  combina- 
tion rates  on  through  shipments  contains  a  rule  that  such  ratse 
were  subject  to  the  increase  but  once,  there  is  a  holding  out  to 
the  shipper  of  the  rate  so  constructed,  and  the  carrier  should 
make  good  that  holding  out. 

Answer:     This  matter  is  now  the  subject  of  a  formal  pro- 


ceeding before  the  Interstate  Commerce  Commission  under 
Docket  11154,  Sligo  Iron  Store  Co.  vs.  Western  Maryland,  a  hear- 
ing on  which  was  held  October  26,  1920.  No  opinion,  however, 
has  yet  been  rendered  by  the  Commission. 

Application   of   Rates — State  vs.   Interstate 

Georgia. — Question:  As  you  are  aware,  the  Georgia  intra- 
state  rates  applicable  to  cotton  are  at  present  not  subject  to 
the  recent  advance  authorized  by  the  Interstate  Commerce  Com- 
mission. Quite  frequently  there  is  difficulty  in  determining 
whether  a  shipment  is  intra-state  or  inter-state.  We  are  at  pres- 
ent confronted  with  a  problem  of  this  kind  in  regard  to  cotton 
shipped  to  Savannah  and  subsequently  delivered  to  a  foreign 
steamer. 

A  shipment  was  made  from  Augusta,  Ga.,  the  destination 
shown  was  Savannah,  and  the  intrastate  rate  of  40  cents  (pub- 
lished in  Glenn's  Port  Cotton  Tariff  No.  1)  was  inserted  in  bill 
of  lading.  Upon  arrival  of  the  cotton,  bill  of  lading  was  sur- 
rendered to  carrier  and  instructions  were  given  them  to  deliver 
the  cotton  to  the  steamer  which  was  then  loading.  No  mention 
was  made  in  bill  of  lading  that  shipment  was  to  be  exported  after 
arrival  here. 

It  is  our  contention  that  movement  from  point  of  origin  to 
the  port  was  an  intrastate  one.  The  service  rendered  by  the 
carrier  was  performed  entirely  within  the  confines  of  this  state, 
ending  when  shipment  was  delivered  steamer.  They  being  in 
no  way  interested  in  the  fact  that  cotton  was  to  be  exported,  the 
interstate  feature,  as  we  see  it,  was  covered  by  the  ocean  bill 
of  lading.  We  will  appreciate  if  you  will  advise  whether,  in  your 
opinion,  the  intrastate  or  the  interstate  rate  is  applicable  to 
shipments  of  this  kind. 

Answer:  In  our  opinion,  the  interstate  rate  is  the  proper 
rate  to  assess  on  the  shipment  in  question,  for  the  reason  that, 
while  the  shipment  moved  between  two  points  in  Georgia,  it 
was  in  reality  an  interstate  shipment  by  reason  of  the  fact  that 
the  cotton  was  to  be  exported  and  was  actually  exported.  The 
decisions  of  the  Supreme  Court  of  the  United  States  in  Sou.  Pac. 
Terminal  Co.  vs.  Interstate  Commerce  Commission,  219  U.  S.  498, 
and  Texas  &  N.  O.  R.  R.  Co.  vs.  Sabine  Tram  Co.,  covers  some- 
what similar  movements  and,  in  accordance  with  the  principle 
laid  down  in  these  cases,  it  is  our  opinion  that  it  would  be  held 
that  the  shipment  in  question  was  an  interstate  shipment  for 
which  the  interstate  rate  must  be  paid.  See  the  case  of  Kanotex 
Refining  Co.  vs.  A.  T.  &  S.  F.  Ry.  Co.,  34  I.  C.  C.  271,  on  pages 
273-4,  of  which  are  given  excerpts  from  the  cases  referred  to 
above,  which  are  directly  in  point. 

War  Tax  on  Transportation 

Michigan. — Question:  In  going  over  the  December  25  issue 
of  The  Traffic  World  I  have  noticed  an  article,  page  1234,  en- 
titled, "Increase  of  War  Tax  on  Freight,"  by  Mr.  S.  W.  Allender. 
I  also  note  in  the  January  8  issue  a  short  item  on  the  same  sub- 
ject by  Arthur  B.  Hyde,  and,  in  addition,  I  note  your  index  to 
The  Traffic  World  for  July-December,  1920,  first  item,  under  sub- 
ject, "Questions  and  Answers,"  refers  to  application  of  advances 
under  General  Order  No.  28  and  Ex  Parte  No.  74  to  through  rates 
composed  of  base  rates  and  arbitrary  as  factors,  page  668  of  The 
Traffic  World  of  October  9,  1920.  I  note  that  the  articles  men- 
tioned both  refer  to  General  Order  No.  28  and  Ex  Parte  No.  74. 

In  going  over  this  article  on  page  668  of  the  October  9  issue 
I  do  not  find  any  reference  made  to  the  war  tax  being  increased 
at  the  same  percentage  along  with  the  increase  in  the  freight 
rates.  In  connection  with  the  two  items  regarding  the  increase 
in  the  war  tax,.  I  called  up  a  number  of  railroad  freight  repre- 
sentatives here  and  they  state  it  was  their  understanding  that 
there  was  no  increase  in  the  war  tax.  That  is,  the  same  still 
remains  at  3  per  cent,  as  originally  imposed,  and  that  the  in- 
crease in  the  freight  rate  is  giving  the  government  a  substantial 
increase  in  the  tax  collectible,  due  to  the  increase  in  the  freight 
rate  without  increasing  the  tax  rate.  Will  you  kindly  advise, 
therefore,  if  the  3  per  cent  tax  on  freight  rates  still  holds,  or 
had  the  25  per  cent  increase  in  freight  rates  of  June  25,  also  the 
40  per  cent  increase  of  August  26,  1920,  Increased  the  war  tax  as 
well,  to  something  like  5%  per  cent,  as  mentioned  by  Mr.  Hyde? 
In  this  connection  we  have  just  received  quotation  from  a  con- 
cern manufacturing  power  plant  equipment  advising  freight  rate 
with  3  per  cent  war  tax. 

Answer:  There  has  been  no  change  in  the  percentage  of 
the  tax  on  transportation,  which  is  3  per  cent  at  the  present 
time,  under  section  500  of  the  revenue  act  of  1918.  The  point 
Mr.  Allender  makes  is  that,  by  reason  of  the  increases  in  trans- 
portation charges  since  the  enactment  of  the  revenue  act,  the 
revenue  now  accruing  to  the  government  equals  what  a  5^4  per 
cent  tax  would  have  produced  at  the  time  of  the  enactment  of 
the  revenue  act  of  1918. 

Reconsignment  in  Transit  Vs.  After  Arrival 

Minnesota. — Question:  Car  of  lumber  shipped  from  Seattle. 
Wash.,  destined  Chicago,  111.,  consigned  to  ourselves,  shipment 
is  only  routed  via  Great  Northern  Railway.  We  divert  the  car 
to  John  Brown,  Chicago,  111.,  and  place  our  diverting  order  with 
the  Great  Northern  Railway  Company.  You  will  note  we  merely 
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requested  change  of  consignee's  name,  and  reconsigning  tariff 
provides  where  such  an  order  is  placed  with  the  local  freight 
agent,  prior  to  the  arrival  of  car  at  destination,  such  change  is 
without  charge.  Tariff  also  provides  where  such  change  is  per- 
formed while  car  is  in  transit,  charge  of  $2.50  will  be  made. 

Great  Northern  Railway  diverted  the  car  and  assessed  $2.50, 
while  we  claim  their  order  should  have  been  transmitted  to  con- 
necting line,  in  which  event  diversion  would  have  been  effected 
without  charge.  We  could  not  place  the  order  with  the  deliver- 
ing line  account  car  not  routed  beyond  Great  Northern  rails. 

Will  you  advise  if  we  are  right  in  our  contentions  or  is  it 
proper  for  carriers  in  this  instance  to  charge  $2.50  reconsigning 
account  change  of  consignee's  name? 

Answer:  While  it  is  true  that  under  the  provisions  of  rule 
11  of  the  uniform  reconsigning  rules,  a  single  change  in  the 
name  of  the  consignee  at  destination  will  be  made  without 
charge,  if  the  order  is  received  in  time  to  permit  instructions 
to  be  given  yard  employes  prior  to  the  arrival  of  the  car  at 
destination,  or  if  the  destination  is  served  by  a  terminal  yard, 
then  prior  to  arrival  at  such  terminal  yard,  inasmuch  as  you 
placed  instructions  with  the  Great  Northern  Railway,  we  are 
of  the  opinion  that  the  provisions  of  rule  7  relating  to  the  diver- 
sion or  reconsignment  of  cars  in  transit  should  govern  in  the 
instant  case,  inasmuch  as  the  service  performed  by  the  Great 
Northern  Railway  was  that  incident  to  the  reconsigning  of  a  car 
in  transit. 

Rental  for  Tank  Car  While   Being   Rebuilt 

Illinois. — Question:  A  private  tank  car,  owned  by  A  and 
leased  to  B,  while  moving  under  load  in  B's  service  is  in  an 
accident  while  in  the  hands  of  a  common  carrier.  A  consider- 
able sized  hole  is  punched  in  the  side  of  the  shell  of  the  tank 
car  and  the  contents  are  lost.  In  addition  to  the  carrier's  lia- 
bility for  the  contents  of  the  car  are  they  liable  to  the  lessor 
of  the  car  for  the  amount  which  the  lessor  paid  to  the  lessee 
during  the  time  the  car  was  out  of  service  and  while  being  re- 
paired in  carrier's  shops? 

Answer:  Rule  112  and  subdivisions  thereof  of  the  code  of 
rules  governing  the  conditions  of  and  repairs  to  freight  cars 
for  the  interchange  of  traffic,  as  adopted  by  the  Master  Car 
Builders'  Association,  appears  to  determine  the  obligations  of 
the  carrier  in  rebuilding  or  settling  under  the  depreciated  value 
of  a  tank  car  destroyed  or  badly  damaged  while  in  use  by  the 
carrier.  There  is,  however,  nothing  in  these  rules  which  deter- 
mine the  obligation  of  a  carrier  for  paying  a  rental  to  the  owner 
or  lessee  of  a  tank  car  for  loss  of  use  of  the  same  during  the 
period  when  the  carrier  is  rebuilding  it. 

Such  a  claim  is  one  that  does  not  grow  out  of  the  act  to 
regulate  commerce,  or  that  is  governed  by  the  usual  mileage 
charges  allowed  by  the  carriers  for  the  use  of  a  tank  car  fur- 
nished by  the  owner  or  lessee,  which  is  three-fourths  cent  per 
mile,  loaded  or  empty.In  the  case  of  a  lessee,  he  pays  the  owner 
a  stated  rental  for  the  use  of  the  car  and  receives  credit  on  the 
rental  charge  for  the  mileage  allowance,  which  seldom  equals 
the  rental  charge,  thus  imposing  a  loss  upon  the  lessee  for  which 
there  is  no  remuneration  provided.  This  might  be  the  situation 
i  which  is  placed  the  owner  of  a  destroyed  car  being  rebuilt 
by  the  carrier  for  compensation  for  loss  of  its  use  during  that 
period.  It  is  a  question  for  the  courts,  and  not  the  Commission, 
under  the  act,  and  the  court  may  hold  to  the  view  that  the  claim 
for  damages  based  on  a  rental  fixed  by  the  owner  is  in  the  nature 
of  special  damages,  not  having  been  in  the  contemplation  of 
the  parties  when  making  the  contract,  and  too  remote  and  spec- 
ulative to  be  considered  a  proper  element  of  damages.  However 
we  are  not  aware  of  any  court  decisions  on  this  particular  point.' 
Tax  on  Demurrage 

Ohio. — Question:     It  seems  there  is  considerable  correspond- 
ence relative  cancellation  of  war  tax  order  T.  D.  3022    and  in 
November  of  the  same  year  it  was  again  ordered  that  war  tax 
should  be  collected.     Kindly  advise  if  the  war  tax  can  be  legally 
collected  between  the  time  that  order  was  canceled  until  it  was 
reissued;  our  contention  is  that  they  cannot  charge  the  war  tax 
Answer:     The  last  decision  of  the  Treasury  Department  is 
D.  3096,  which  holds  that  demurrage  is  a  part  of  transporta- 
i  and  that  a  tax  must  be  paid  thereon.     Treasury  Decision 
3  is  retroactive  and  nullifies  entirely  Treasury  Decision  3022, 
which  held  that  demurrage  was  not  subject  to  tax.     Under  the 
provisions   of  Treasury   Decision   3096,   therefore,   demurrage   is 
taxable  from  November  1,  1917,  and  the  carriers,  as  agents  of 
the  Treasury,  are  under  obligation  to  collect  the  tax.     However 
the   Treasury   Department,   because   the   amounts   are   so   small' 
and  the  burden  imposed  upon  the  carriers  of  collecting  these 
amounts  is  out  of  proportion  to  the  amount  of  money  that  would 
e  collected,  is  not  going  to  insist  upon  the   collection  of  the 
ax.     If,  however,  a  carrier  sees  fit  to  collect  the  tax,  the  shipper 
can   do  nothing  other  than  pay  the  tax,  as  it  is  lawfully  due 
and  payable. 

Sale  of  Unclaimed  Goods  Without  Notification  to  Shipper 
I*1"**   York.— Question:     Referring    to    article    captioned    in 
"*,   (2)  Sale  °f  Unclaimed  Goods  Without  Notification  to  Ship- 
>er,     on  page  1226  of  the  December  25  Traffic  World:     While 


I  am  sure  that  your  answer  covers  the  ground  fully,  it  appears 
to  me  that  the  question  of  selling  shipments  after  they  are  on 
hand  sixty  days  is  covered  by  General  Order  No.  34-B,  dated 
at  Washington,  D.  C.,  October  1,  1918,  superseding  General  Order 
No.  34-A. 

Answer:  General  Order  34-A,  superseded  by  General  Order 
34-B,  effective  March  29,  1919,  applies  only  to  carriers  subject  to 
federal  control  and,  assuming  that  the  Director-General  had  the 
authority  to  issue  General  Order  34-B  under  the  federal  control 
act,  approved  March  21,  1918,  this  general  order  is  not  applicable 
to  shipments  moving  at  the  present  time. 

Damage — Allowance  for  Breakage  for  Shipments  of  Glass 

Ohio. — Question:  We  recently  presented  claim  to  one  of 
the  local  carriers  covering  breakage  to  a  number  of  glass  jugs 
which  we  use  as  containers  for  some  of  our  manufactured  prod- 
ucts. This  was  a  carload  shipment  made  during  November, 
1920.  We  were  much  surprised  to  receive  a  few  days  ago  a 
letter  from  the  carriers  reading  as  follows: 

"It  is  customary  to  make  an  allowance  of  5  per  cent  to 
cover  natural  breakage  on  claims  for  broken  glassware."  The 
writer  is  not  aware  of  any  such  custom  or  ruling,  and  we  would 
be  glad  to  have  you  advise  if  the  railroad  company  is  justified 
in  asking  such  reduction. 

Answer:  We  are  not  aware  of  anything  which  would  per- 
mit a  carrier  to  deduct  5  per  cent  from  the  amount  of  claims  to 
cover  natural  breakage  on  shipments  of  glassware. 

Sale  of  Goods   by  Owner  After   Loss  or   Damage   Notation    Has 

Been    Made 

Michigan. — Question:  A  shipment  arrives  at  point  of  des- 
tination damaged.  Consignor,  of  course,  requests  the  railroad 
to  inspect  same  and  make  the  necessary  notation  on  the  expense 
freight  bill.  After  this  notation  is  made,  is  it  permissible  to 
dispose  of  the  merchandise  on  sale;  that  is,  in  case  where  dam- 
age claims  are  presented,  or  hold  the  rugs  awaiting  the  railroad 
company's  instructions. 

Answer:  There  is  no  reason  why  the  goods,  after  being 
inspected  by  the  carrier's  agent,  cannot  be  disposed  of  by  sale 
without  further  instructions  from  the  carrier,  for  the  owner  can- 
not, under  the  law,  refuse  the  goods  because  of  their  being  dam- 
aged, unless  they  are  wholly  worthless.  It  is  the  duty  of  a 
shipper  to  minimize  the  damages,  and  the  sale  of  the  goods  to 
the  best  advantage,  is  one  means  of  doing  this.  The  carrier  is 
liable  for  the  difference  between  the  value  of  the  goods  in  their 
damaged  state  and  what  they  would  have  been  worth  in  good 
order.  Therefore,  if  the  owner  has  taken  the  necessary  steps 
to  provide  for  proof  of  the  amount  of  damages  in  the  event 
the  carrier  refuses  to  settle  for  the  damage  without  suit,  there 
can  be  no  harm  done  in  placing  the  goods  on  sale. 

Demurrage  Charges  on  Cars  Detained  for  Plant  Use 

Tennessee. — Question:  We  operate  under  the  D.  &  C.  de- 
murrage rules  and  at  our  plant  we  have  some  track  and  engines 
of  our  own  that  do  our  switching.  Occasionally  we  misuse  a 
foreign  car  and  the  demurrage  bureau  charges  us  $1  per  day 
misuse,  and  on  several  cars  recently  we  have  paid  the  misuse 
of  $1  per  day,  and  now  they  want  to  charge  us  demurrage.  Have 
they  any  right  to  collect  both  bills? 

Answer:  In  the  case  of  the  American  Smelting  and  Refin- 
ing Co.  vs.  Lehigh  Valley  R.  R.,  56  I.  C.  C.  195,  the  Interstate 
Commerce  Commisison  held  that  to  permit  a  party  to  detain 
cars  for  plant  use  at  charges  less  than  those  paid  by  others 
for  detentions  of  similar  duration  would  be  unlawful,  and  that 
demurrage  charges  assessed  by  the  carrier  on  such  cars  had  not 
been  shown  to  be  unreasonable  or  otherwise  unlawful.  It  ap- 
pears to  us  that  the  Commission's  finding  in  this  case  will  apply 
to  the  situation  you  have  and  that  the  demurrage  charge  is  the 
charge  properly  assessable  on  the  cars  in  question. 

Notice  to  Consignor  of  Refusal  by  Consignee 

Wisconsin. — Question:  On  June  16,  1920.  we  made  shipment 
of  sixteen  crates  and  two  packages,  value  $1,200,  shipped  C.  O.  D. 
for  the  same  amount,  which  reached  Blackwell,  Okla.,  about 
June  20.  The  shipment  was  offered  for  delivery  to  consignees 
but  not  accepted,  reasons  unknown  to  us.  The  express  com- 
pany then  notified  consignees  by  postal  that  the  shipment  was 
being  held  at  the  office,  where  they  could  call  for  same. 

The  shipment  remained  on  hand  for  some  time,  during  which 
time  the  express  office  at  Blackwell  was  destroyed  by  fire,  and 
consequently  our  shipment  was  also  completely  destroyed.  We 
were  notified  by  the  agent  at  Blackwell  that  shipment  was  refused 
on  account  of  being  sent  C.  O.  D.,  with  a  notation  on  the  postal  that 
the  shipment  was  damaged  by  a  fire  which  destroyed  his  office. 
We  were  not  notified  by  the  express  company  that  the  shipment 
remained  on  hand  at  their  office,  and,  therefore,  filed  claim  for 
the  loss  of  the  entire  shipment  against  the  express  company. 

We  are  of  the  opinion  that,  according  to  express  classifica- 
tions, we  should  have  been  notified  promptly  when  the  shipment 
remained  not  accepted  by  consignees  in  order  that  we  could 
have  given  them  disposition  of  the  shipment,  and,  as  the  ship- 
ment remained  on  hand  longer  than  thirty  days,  according  to 


HVbniiiry   12,   1921 


II  IK     TRAFFIC     WORLD 


341 


Plication  ruling,  the  express  company  should  have  returned 
i lie  shipment  to  us,  assessing  express  charges  both  way. 

Answer:     Paragraph  1  of  rule  14  of  Official  Express  Class!- 
ion  No.  26  provides  in  part  that  if  a  C.  O.  D.  shipment  is 

i.sed  or  cannot  be  delivered  within  24  hours  the  shipper  must 

immediately  notified.    Where  the  transportation  of  goods  sent 

c.  O.  D.  has  been  completed  and  notice  given  to  the  consignee 

and  a  reasonable  time  allowed  him  for  the  removal  of  the  goods, 

liability  of  the  carrier  as  such  Is  at  an  end  and  the  less 

stringent   liability   of  warehouseman   commences.     Such  also  is 

the  liability  of  the  carrier  where  the  consignee  refuses  to  accept 

goods.     Ordinarily,  however,  it  Is  the  duty  of  the  carrier 

ive  notice  to  the  consignor  of  the  final  refusal  of  the  con- 

nee  to  accept  and  pay  for  the  goods,  and  it  has  been  held 
tli.-it  when  the  carrier  fails  to  give  such  notice  it  remains  liable 
as  a  carrier.  American  Express  Co.  vs.  Wettsteln,  28  111.  Ap. 
lit;:  Tooker  vs.  Gormer  (N.  Y.),  2  Hilt.  71;  American  Merchants 
I'nion  Express  Co.  vs.  Wolf,  79  111.  430.  In  view  of  the  provision 
carried  in  the  Express  Classification  and  the  decisions  of  the 
courts  referred  to  above,  it  is  our  opinion  that  in  the  Instant 
case  the  carrier  can  be  held  liable  for  the  value  of  the  shipment. 
Claims — Sufficiency  of  Notice 

Ohio. — Question:  On  May  6,  1920,  we  made  an  express  ship- 
ment to  one  of  our  salesmen,  and  some  time  later  he  wrote  us 
saying  that  the  shipment  had  not  arrived.  We  wrote  the  express 
company  at  the  point  of  shipment  as  follows:  "Please  trace 
shipment  consisting  of  one  container  of  soap  consigned  to  —  — , 

— ,  —     — ,  on  May  6,  1920.    Mr. has  notified  us  that  the 

goods  have  not  been  received,  and  your  prompt  attention  will 
be  appreciated."  Through  error,  claim  has  never  been  filed 
for  this  shipment,  which  has  not  turned  up.  Can  we  now  file 
claim,  using  the  above  letter  as  the  notice  that  claim  was  to  be 
filed? 

Answer:     We  are  of  the  opinion  that  the  letter  in  question 
does  not  constitute  a  notice  of  claim,  in  that  it  does  not  advise 
the  carrier  that  a  claim  will  be  filed,  no  statement  being  made 
therein   to   that   effect. 
Damages — Measure  of,  for  Sale  of  Goods  by   Express  Company 

Tennessee. — Question:  Shipment  was  made  by  express,  the 
invoice  value  of  which  was  $80,  the  declared  value  $48.  The 
shipment  went  astray  and  claim  was  filed  against  the  express 
company  for  the  invoice  value,  and,  of  course,  the  express  com- 
pany asked  for  amendment  of.  claim  to  the  declared  value. 
Pending  settlement  of  question,  the  freight  was  located  and  the 
express  company  was  requested  to  return  it  to  the  shipper,  but 
before  this  request  was  received  by  the  express  company  the 
goods  were  sold  for  charges.  Does  the  declared  value  hold? 

Answer:  In  the  event  the  express  company  was  not  re- 
sponsible for  the  shipment  going  astray  and  complied  with  the 
provisions  of  the  state  statutes  relating  to  the  sale  of  goods  for 
charges,  and  the  amount  realized  from  the  sale  exceeded  the 
freight  charges,  you  are  entitled  only  to  such  excess.  However, 
if  the  express  company  unlawfully  sold  the  goods  for  charges 
you  can  sue  the  express  company  for  conversion  and,  according 
to  the  decisions  of  the  courts  in  several  cases,  you  can  recover 
the  full  value  of  the  shipment  without  regard  to  the  released 
valuation.  In  the  case  of  St.  Louis,  etc.,  R.  Co.  vs.  Wallace 
(Tex.  Civ.  A.),  167  S.  W.  764,  it  was  held  that  where  the  carrier 
transported  freight  to  the  wrong  place  and  there  sold  it  as 
unclaimed  freight,  it  converted  it  and  was  liable  for  its  full 
value,  although  the  contract  of  shipment  fixed  a  less  sum  as 
value,  and  although  a  carrier  merely  losing  freight  may  rely  on 
the  limited  liability.  See  also  the  cases  of  S.  F.  &  W.  Ry.  Co. 
vs.  Sloat  et  al.,  20  S.  E.  219;  Railway  Co.  vs.  Johnson,  King  & 
Co..  48  S.  E.  807;  Rosenthal  et  al.  vs.  Wier,  170  N.  Y.  148,  63 
N.  E.  65;  Ry.  Co.  vs.  Bank,  59  N.  E.  43. 

Reconsignment — Interstate    Rate  Applicable  to   Interstate 
Shipment 

Wisconsin — Question:  A  shipment  of  coal  coming  from  A, 
Pa.,  to  B,  Wis.,  reconsigned  at  B  to  C,  Wis.,  reconsigned  again 
at  C  to  D,  Wis.  Kindly  advise  if  the  last  movement  from  C  to 
D  is  subject  to  intrastate  or  interstate  rates. 

Answer:  Inasmuch  as  this  was  a  reconsignment,  it  neces- 
sarily was  an  interstate  shipment  through  from  point  of  origin 
to  final  destination  and  therefore  the  rate  to  apply  for  the  move- 
ment from  C  to  D  is  the  interstate  rate. 

Marking  of  Shipments 

Illinois. — Question:  A  consigns  to  B  at  Roscoe,  Neb.,  notify 
same  at  Ogalla,  Neb.,  a  shipment  of  machinery  which,  through 
an  error  on  the  part  of  the  railroad,  was  carried  to  Ogalla,  Neb., 
and  returned  to  Roscoe,  Neb.  We  filed  claim  for  the  freight 
on  the  return  movement,  and  claim  department  referred  us  to 
Conference  Ruling  433  of  June  23,  1913.  Bill  of  lading  and  way- 
bill both  showed  Roscoe,  Neb.,  as  destination  and  shipper  states 
tags  were  the  same  as  the  bill  of  lading.  We  are  unable  to 
locate  tags,  which  were  attached  to  shipment,  and  as  Conference 
Ruling  433  covers  this  point,  would  ask  you  to  advise  if  the 
above  rule  has  since  been  canceled  or  amended. 

Answer:  I.  C.  C.  Conference  Ruling  433,  which  places  the 
duty  upon  shippers  of  properly  marking  packages,  is  still  in 


effect.  If  you  can  prove  that  the  bill  of  lading  wag  properly 
made  out  and  that  the  goods  were  marked  accordingly,  you 
should  have  no  trouble  in  collecting  your  claim.  However,  if 
you  have  lost  the  tags,  which  are  the  beat  evidence  of  the  mark- 
ing, it  will  be  a  difficult  matter  to  prove  how  the  goods  were 
marked. 

Refund  of  Tax  on  Goods  Sold  F.  O.  B.  Point  of  Origin 

Ohio. — Question:  The  writer  recently  noticed  a  reply  in 
your  "Questions  and  Answers"  department  concerning  payment 
of  excise  tax  by  carriers  on  shipments  lost  by  them.  We  re- 
cently had  a  case  of  a  C.  O.  D.  express  shipment  being  lost. 
Express  company  agrees  to  pay  the  value  of  the  shipment,  but 
will  not  pay  the  excise  tax,  which  we  always  add  to  our  invoices. 
They  quote  decision  of  James  M.  Baker,  Deputy  Commissioner, 
Treasury  Department,  Washington,  D.  C.,  which  reads  as  fol- 
lows: "Where  articles  are  shipped  straight  bill  of  lading  or 
open  account,  the  delivery  of  article  to  carrier  passes  the  title 
of  the  goods  to  the  purchaser  and  tax  may  be  added  to  amount 
of  claim  if  goods  are  lost  by  carrier.  However,  in  case  of  C.  O.  D. 
shipments,  the  title  is  reserved  in  the  manufacturer  until  the 
purchase  price  is  paid.  If  goods  are  lost  no  tax  attaches  and 
if  manufacturer  has  paid  tax  on  such  sales,  he  is  entitled  to 
make  claim  on  form  46  for  refund  of  the  tax  paid  in  such  case." 

We  contend  we  should  not  be  compelled  to  go  to  additional 
expense  of  filing  new  claim  with  Treasury  Department,  and  that 
express  company  is  liable  for  value  of  goods  plus  tax,  as  that  is 
the  actual  selling  price  at  destination. 

Answer:  Where  a  manufacturer  sells  on  open  account 
f.  o.  b.  point  of  origin,  freight  allowed  to  destination,  for  the 
purpose  of  the  tax  title  is  presumed  to  pass  to  the  purchaser 
upon  delivery  of  the  goods  to  the  carrier  and  tax  attaches  at 
that  time.  The  manufacturer  in  paying  the  freight  acts  merely 
as  the  agent  of  the  purchaser.  If  such  goods  are  lost  in  transit 
the  status  of  the  tax  is  not  affected.  The  sale  having  been  com- 
pleted, the  manufacturer  must  pay  the  tax  to  the  government, 
and  the  question  as  to  whether  he  is  to  be  reimbursed  by  the 
purchaser  or  the  carrier  for  the  amount  of  tax  is  a  matter  for 
settlement  between  the  parties  concerned,  over  which  the  Treas- 
ury Department  has  no  jurisdiction. 

However,  where  articles  are  shipped  C.  O.  D.  or  against 
sight  draft  with  bill  of  lading  attached  and  title  is  expressly 
reserved  in  the  shipper  until  the  purchase  price  is  received,  if 
such  goods  are  lost  or  destroyed  in  transit,  no  tax  attaches,  the 
sale  being  incomplete.  Amounts  recovered  by  manufacturers 
from  carriers  as  reimbursement  for  loss  on  such  shipments  are 
not  subject  to  tax,  there  being  no  sale  to  the  carrier 

Transportation  companies  are  not  authorized  to  refund  taxes 
collected  by  them  on  charges  made  for  transportation  in  cases 
where  goods  are  lost  in  transit.  A  claim  against  a  carrier  for 
non-delivery  of  property  in  whole  or  in  part  is  an  amount  due 
for  breach  of  contract  and  does  not  affect  the  application  of 
the  tax  imposed  under  section  500  of  the  revenue  act  of  1918. 
Carriers,  therefore,  should  deduct  the  amount  of  tax  included 
in  such  claims  when  such  amount  is  added  as  an  item  of  tax 
paid  and  not  as  a  part  of  damage  for  non-delivery  of  the  goods. 

Transit  Charge    Not   Retroactive 

Missouri. — Question:  During  October  and  November,  1920, 
we  shipped  a  large  amount  of  sugar  into  one  of  the  large  job- 
bing points  of  Arkansas,  with  the  thought  that  same  could  be 
stored  at  that  point  and  reshipped  on  the  storage-in-transit  ar- 
rangement to  points  beyond  to  which  through  rates  are  in  effect, 
protecting  that  through  rate. 

It  developed  on  investigation  that  the  lines  handling  this 
sugar  at  storage  point  did  not  carry  the  storage-in-transit  ar- 
rangement at  this  point,  and  we  have  petitioned  the  carrier  to 
establish  this  privilege.  The  question  is,  can  the  carrier  make 
this  privilege  retroactive  to  apply  on  the  shipments  now  in 
storage  at  this  point? 

Answer:  In  Conference  Rulings  Nos.  6,  77  and  166  and  in 
numerous  formal  cases  the  Commission  holds  that  transit  privi- 
leges cannot  be  given  a  retroactive  effect  unless  to  remove  an 
unlawful  discrimination;  that  is,  unless  the  carriers  grant  such 
privileges  to  shippers  at  other  points  and  as  a  result  discriminate 
against  the  party  complaining.  See  Eagle  Pass  Lumber  Co.  vs. 
G.  H.  &  S.  A.,  48  I.  C.  C.  693;  Burritt  Co.  vs.  C.  P.  Ry.,  45  I.  C.  C. 
195. 

Sale  of  Goods  Without  Notice  to  Consignor 

Minnesota. — Question:  Some  time  ago  we  made  a  shipment 
via  express  to  a  customer  in  Kansas  which,  instead  of  being 
carried  to  its  destination,  was  put  off  at  a  point  other  than  that 
shown  on  the  express  receipt  and  tag.  This  was  done  without 
instructions  from  us.  The  shipment,  of  course,  was  not  claimed 
by  consignee  for  the  reason  that  he  was  unknown  at  the  place 
at  which  the  shipment  was  unloaded  nor  did  the  express  com- 
pany notify  us  that  it  was  undelivered  until  five  months  had 
elapsed.  We,  thereupon,  instructed  the  express  company  to  have 
the  shipment  forwarded  to  the  correct  consignee  at  the  destina- 
tion to  which  we  had  billed  it,  to  which  we  received  reply  that 
it  had  been  sold  previous  to  receipt  of  our  instructions.  Can 


342 


THE    TRAFFIC    WORLD 


Vol.  XXVII,  No.  7 


the  express  company  be  held  responsible  for  the  value  of  the 
shipment? 

Answer:  A  bailment  of  goods  to  a  carrier  confers  no  power 
to  sell.  The  contract  relates  to  their  transportation;  and  the 
carrier  has  no  implied  right  to  sell  them  under  ordinary  cir- 
cumstances. It  has  been  held  that,  in  the  absence  of  a  statute 
otherwise  providing,  it  is  the  duty  of  a  carrier  to  notify  the 
shipper  before  selling  the  goods  where  it  is  practicable;  and 
the  sale  should  be  made  after  such  notice  of  the  sale  as  will 
reasonably  assure  that  the  goods  to  be  sold  will  bring  their 
reasonable  market  value.  Ordinarily  a  sale  without  such  notice 
to  the  shipper  will  constitute  a  conversion,  rendering  the  carrier 
liable  for  the  value  of  the  goods  as  in  other  cases  of  conversion. 
M  etc.,  R.  Co.  vs.  Cox,  144  S.  W.  1196;  Chicago,  etc.,  R.  Co.  vs. 
Cleaver,  106  S.  W.  720;  Dudley,  etc.,  vs.  Chicago,  etc.,  R.  Co., 
58  W.  Va.  604,  52  S.  E.  718.  Furthermore,  it  has  been  held  that 
where  a  carrier  transported  freight  to  a  wrong  place  and  thece 
sold  it  as  unclaimed  freight,  it  converted  it  and  was  liable  for 
its  full  value,  although  the  contract  of  shipment  fixed  a  less 
sum  as  value,  and  although  a  carrier  merely  losing  freight  may 
recover  on  the  limited  liability.  St.  Louis,  etc.,  R.  Co.  vs.  Wal- 
lace (Tex.  Civ.  A.),  176  S.  W.  764;  S.  F.  &  W.  Ry.  Co.  vs.  Sloat 
et  al.,  93  Ga.  803,  20  S.  E.  219;  Ry.  Co.  vs.  Johnson,  King  &  Co., 
121  Ga.  231,  48  S.  E.  807;  Rosenthal  et  al.  vs.  Wier,  170  N.  Y. 
148,  63  N.  E.  45. 

Notice  to  Consignee  of  Arrival  and  Notice  to  Consignor  of  Failure 
or  Refusal  of  Consignee  to  Accept  Goods 

New  York. — Question:  Can  express  company  be  held  liable 
for  loss  of  a  shipment  by  fire  while  said  shipment  was  "resting 
on  hand,  awaiting  consignee's  call."  The  package  was  consigned 
to  a  customer  located  at  Grifton,  N.  C.,  where  we  understand 
consignee  is  obliged  to  call  at  express  office  to  take  delivery, 
upon  receipt  of  notice  of  arrival.  They,  however,  have  no  rec- 
ollection of  having  received  such  a  notice  as  shipment  involved 
was  made  about  a  year  and  a  half  ago,  nor  were  we,  as  ship- 
pers, notified  at  any  time  that  the  shipment  was  on  hand  un- 
claimed. Formal  claim  was  filed  within  the  prescribed  four 
months'  time  limitation  and,  after  prolonged  correspondence  with 
the  express  company,  they  maintain  that  they  cannot  be  held 
responsible  for  the  loss,  since  they  acted  as  "non-reimbursed 
warehousemen  only." 

Answer:  The  general  rule  is  that  the  liability  of  an  express 
company  as  a  common  carrier  does  not  end  until  it  has  made 
or  tendered  a  personal  delivery  of  the  goods  to  the  consignee 
or  owner,  or  to  some  person  authorized  by  him  to  receive  them. 
But,  if  by  reason  of  inability  to  find  the  consignee  or  the  con- 
signee's refusal  to  receive  the  goods,  delivery  is  not  completed, 
the  carrier  is  liable  only  for  safe  keeping  as  bailee  for  hire. 

Where,  by  usage,  custom  or  special  contract,  the  general 
rule  requiring  the  delivery  at  the  place  of  business  or  at  the 
residence  of  the  consignee  is  dispensed  with,  the  consignee  is 
in  all  cases  entitled  to  notice  of  the  arrival  of  the  goods  and 
a  reasonable  time  thereafter  in  which  to  remove  them  before 
the  carrier's  liability  as  insurer  ceases  and  that  of  warehouse- 
man attaches,  but  where  the  goods  have  been  transported  safely 
to  their  destination,  and  the  consignee  has  been  notified  of 
their  arrival  and  a  reasonable  opportunity  has  been  allowed  him 
to  remove  them,  the  liability  of  the  express  company  thereafter 
is  that  of  a  warehouseman. 

Ordinarily  it  is  the  duty  of  the  carrier  to  give  notice  to  the 
consignor  of  the  failure  or  refusal  of  the  consignee  to  accept 
and  pay  for  the  goods.  The  liability  of  the  express  company 
in  the  instant  case  depends  upon  whether  or  not  notice  of  arrival 
was  given  to  consignee  and  whether  or  not  the  consignor  was 
notified  of  the  failure  or  refusal  of  the  consignee  to  accept  the 
goods,  if  such  was  the  case,  the  burden  being  upon  the  carrier 
to  prove  that  the  proper  notices  were  sent. 

Loss  in  Shipment  Moving  Under  Clear  Record 
Virginia. — Question:  On  August  6,  1920,  a  firm  in  Chicago, 
111.,'  shipped  us  a  carload  of  bulk  corn.  This  car  arrived  in 
Roanoke,  Va.,  August  9,  1920.  This  shipment  was  covered  by 
official  weight  certificate  in  Chicago  and  on  arrival  at  our  plant 
it  did  not  show  that  it  was  leaking  and  was  covered  by  original 
seals.  However,  this  shipment  weighed  short  2,500  pounds.  I 
filed  claim  against  the  Norfolk  &  Western  Railroad  Company 
for  $74.68,  covering  this  shortage.  They  have  returned  this 
claim,  refusing  payment,  giving  as  their  authority  Interstate 
Commerce  Commisison  Ruling  No.  9009. 

Kindly  advise  if  there  is  any  way  to  collect  this  claim,  also 
of  any  recent  rulings  or  court  decisions.  This  shipment  was 
weighed  at  destination  on  scales  that  were  in  perfect  condition 
and  was  weighed  by  an  agent  of  the  Southern  Weighing  and 
Inspection  Bureau. 

Answer:     The  rulings  of  the  Interstate  Commerce  Commis- 
sion to  which  you  have  been  referred  are  the  opinions  of  the 
Commission  in  Docket  9009,  Claims  for  Loss  and  Damage  of 
Grain,  48  I.  C.  C.  530,  and  56  I.  C.  C.  347.    However,  there  is 
othing  in  the  opinions  of  the  Commission  in  these  cases  which 
11  prevent  your  recovering  for  the  loss  of  the  grain  in  question. 
In  the  case  of  Baker  vs.  H.  Dittlinger  Roller  Mills  Co.   (Tex., 


1918),  203  S.  W.  798,  the  court  held  that  if  a  carrier  receives 
the  quantity  of  wheat  stated  in  the  bill  of  lading  and  delivers 
a  less  quantity,  it  is  liable  for  the  difference;  that  where  the 
bill  of  lading  recited  that  it  covered  a  certain  quantity  of  wheat 
and  the  car  arrived  at  destination  with  seal  intact  and  the 
carrier  showed  that  it  inspected  the  car  before  placing  the  same 
for  shipment,  and  that  no  leak  was  discovered  and  that  the 
car  was  inspected  twice  en  route  and  no  leak  was  discovered, 
but  nevertheless  at  destination  the  car  did  not  contain  the 
amount  of  wheat  shown  in  the  bill  of  lading,  the  carrier  was 
responsible  for  such  difference,  unless  it  could  prove  that  that 
quantity  was  not  in  fact  delivered  to  it. 

In  56  I.  C.  C.  347,  the  following  statement  is  made  by  the 
Commission  on  page  352:  "By  the  weight  of  authority  the  ship- 
per has  established  a  prima  facie  case  when  he  shows  that  the 
reported  weight  of  the  grain  delivered  to  the  consignee  was  less 
than  that  delivered  to  and  receipted  for  by  the  carrier.  The 
burden  of  rebutting  this  prima  facie  evidence  of  loss  rests  upon 
the  carrier  and  the  weight  that  should  be  given  to  its  clear-car 
record  necessarily  depends  upon  the  accuracy  and  completeness 
of  the  record  and  all  other  circumstances  affecting  the  question 
of  loss.  It  is  only  one  of  many  factors  that  may  and  should 
be  considered  and  cannot  fairly  be  urged  as  a  controlling  test  in 
all  instances. 

Liability  of  Express  Company  for  Partial  Loss 
Illinois. — Question:  When  goods  are  shipped  without  de- 
clared value  by  express  and  partly  lost,  is  the  $50  liability  limi- 
tation in  the  express  receipt  legally  binding  and,  if  so,  is  the 
express  company  liable  for  the  full  $50  when  the  loss  exceed 
that  amount,  or  can  the  $50  be  pro  rated  in  proportion  to  the 
value  which  the  article  lost  bears  to  the  entire  shipment? 

As  an  illustration,  in  June,  1918,  we  made  a  shipment  of 
cigarettes  in  two  boxes  worth  $75.26,  one  of  the  boxes,  worth 
$58.50,  being  lost.  The  express  company  claimed  that,  without 
declared  valuation,  shippers  were  co-insurers  and  that  their  lia- 
bility was  only  $38.52,  or  77  per  cent  of  $50,  as  $58.50  is  77  per 
cent  of  $75.26.  We  do  not  believe  this  is  legal  and  would  like 
your  interpretation  of  the  matter  as  authority. 

Answer:  Paragraph  (b)  of  rule  9  of  Official  Express  Classi- 
fication No.  27,  effective  Feb.  4,  1921,  provides  that  in  case  of 
partial  loss  or  damage  the  express  company  will  be  liable  for 
the  actual  value  of  goods  lost  or  damaged  up  to,  but  not  exceed- 
ing the  total  value  declared  at  the  time  of  shipment.  This  pro- 
vision was  also  carried  in  Official  Express  Classification  No.  26, 
effective  September  10,  1918.  It  was  not,  however,  provided  for 
in  the  express  classification  in  effect  prior  to  Official  Classifi- 
cation No.  26  until  August  1,  1918,  having  been  added  in  supple- 
ment 6  to  I.  C.  C.  A-2130  F.  G.  A.  However,  the  weight  of 
authority  under  the  decisions  of  the  courts  is  to  the  effect  that 
the  shipper  may  recover  the  real  value  of  the  property  lost 
not  exceeding  the  limit  of  liability  stipulated  in  the  contract  of 
shipment  and  is  not  limited  to  that  proportion  of  the  amount 
named  in  the  contract  as  the  value  of  the  property  shipped, 
which  the  property  lost  bore  to  the  value  of  all  the  property 
shipped.  Cent,  of  Ga.  vs.  Broda,  67  So.  437;  Davis  vs.  Wabash 
R.  Co.,  99  S.  W.  17;  Carl  ton  vs.  N.  Y.  C.,  121  N.  Y.  997;  Visansky 
vs.  So.  Express  Co.,  75  S.  E..  962.  There  are,  however,  decisions 
which  are  squarely  in  conflict  with  this  view.  Skelton  vs.  Can. 
Northern  Ry.  Co.,  189  Fed.  153;  Fielder  vs.  Adams  Express  Co., 
71  S.  E.  99,  and  Western  Transit  Co.  vs.  Leslie  &  Co.,  242 
TJ.  S.  448.  These  cases  hold  that  recovery  will  be  limited  to  that 
proportion  of  the  amount  named  in  the  contract  as  the  value 
of  the  property  shipped,  which  the  property  lost  bore  to  the 
value  of  all  the  property  shipped. 

Demurrage  on  Damaged  Shipments 

Missouri. — Question:  We  had  a  shipment  of  a  car  of  flour 
originating  in  the  state  of  Kanasas,  with  destination  at  Jersey 
City,  N.  J.  The  car,  while  in  transit,  was  very  badly  damaged, 
the  sides  were  broken  in,  the  roof  leaked,  and  the  contents 
were  naturally  received  at  destination  in  a  wet  condition,  and 
because  of  the  length  of  time  in  transit  had  molded  somewhat, 
which  naturally  contaminated  the  entire  shipment.  This  car 
of  flour  was  intended  for  a  manufacturer  of  maccaroni  and  was 
to  be  used  for  food  for  human  consumption.  Upon  inspection 
of  the  car  at  destination,  the  consignee  became  aware  of  its 
condition,  but  the  quality  had  so  deteriorated  that  he  was  un- 
able to  use  any  portion  of  the  shipment  for  the  manufacture 
of  food  products,  and,  therefore,  refused  to  accept  it.  He  had 
no  storage  capacity  in  his  own  plant  to  unload  the  car  there, 
nor  was  there  any  available  warehouse  space  in  or  around  Jer- 
sey City  at  that  time. 

We  filed  claim  against  the  Pennsylvania  Railroad  for  the 
damage  to  the  car,  including  in  our  bill  the  demurrage  accrued, 
for  which  we  were  obliged  to  pay— namely,  $140.  Our  loss  and 
damage  portion  of  the  claim  was  paid,  but  we  were  unable  to 
get  the  railroad  to  reimburse  us  for  the  demurrage.  Now,  we 
contend  that  we  acted  all  the  way  through  in  good  faith,  and 
that  we  endeavored  to  secure  the  best  possible  price  obtainable 
for  the  damaged  flour  Is  shown  in  that  the  sale  was  withheld 
two  days  in  order  to  secure  a  much  better  price  therefor. 
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\\  i  would  appreciate  having  your  opinion  as  to  whether  we 
HI-C  legally  entitled  to  the  refund  of  this  demurrage. 

Answer:     The  law  places  upon  the  consignee  of  goods  dam- 

1  in  transit  the  burden  of  receiving  them  if  they  are  not 
wholly  worthless.  The  duty  of  the  consignee  in  such  cases  is 
to  use  ordinary  and  reasonable  care  to  minimize  the  damage 
and  reasonable  expenses  incurred  will  be  allowed  as  damages. 
However,  where  goods  are  worthless,  the  consignee  may  refuse 
10  accept  them,  and  even  though  the  goods  have  some  value,  if 
they  are  not  of  value  to  the  consignee  he  cannot  be  required 
10  accept  them.  Wilkins  vs.  A.  C.  L.  R.  Co.,  75  S.  E.  1090;  St. 
L.,  etc.,  R.  Co.  vs.  Dreyfus,  122  Pac.  49.  Therefore,  inasmuch 
as  you  were  under  no  obligation  to  accept  the  goods,  it  is 
doubtful  whether  a  court  would  allow  recovery  of  the  demurrage 
charges,  although,  as  you  state,  you  acted  in  good  faith  and 
endeavored  to  obtain  the  best  possible  price  obtainable  for  the 
damaged  flour.  We  have  been  unable  to  locate  any  cases  In- 
volving a  similar  state  of  facts. 

Notice  of  Claim — What  Constitutes 

Massachusetts. — Question:  We  have  a  letter  dated  July  2d, 
1:11:0  received  from  the  Traffic  Service  Bureau  with  reference  to 
the  time  allowed  for  filing  claims  against  the  American  Railway 
Express  Company. 

We  note  that  you  advise  that  if  our  claim  was  not  filed 
within  the  four  months  period  it  is  barred.  Will  you  kindly  ad- 
vise whether  or  not  the  four  months  clause  will  enter  into  our 
claim  if  the  inspection  was  called  for  and  made  by  a  representa- 
tive of  the  American  Railway  Express  Company  at  reasonable 
time  after  the  shipment  was  received.  We  have  several  cases  of 
this  nature  where  we  have  filed  claims  and  the  American  Rail- 
way Express  Co.  advises  that  they  cannot  consider  investigation 
on  account  of  claims  not  being  filed  within  the  four  months  limit. 

Answer:  The  decisions  of  the  courts  with  respect  to  this 
subject  in  general  hold  that,  unless  a  claim  or  notice  of  a  claim 
or  suit  is  entered  within  four  months  after  delivery  of  a  ship- 
ment or  in  case  of  failure  to  deliver,  then  within  four  months 
after  a  reasonable  time  for  delivery  has  elapsed,  no  recovery  can 
be  had.  However,  with  respect  to  what  constitutes  notice  of 
claim  the  decision  of  the  courts  are  not  at  all  uniform.  In  the 
case  of  Taft  &  Van  Dyke  vs  A.  C.  L.  R.  Co.,  93  S.  E.  752,  it  was 
held  that  a  shipper  could  not  recover  for  an  injury  to  a  furniture 
shipment  where  he  failed  to  file  the  required  written  notice  of 
loss  within  the  specified  time,  although  the  agent  had  actual 
knowledge  of  the  loss;  that  the  notation  by  the  railroad  agent 
on  the  freight  bill  as  to  injury  to  the  shipment  was  not  a  com- 
pliance with  the  bill  of  lading  stipulation  requiring  notice  to  be 
filed  within  a  given  time.  However,  in  the  case  of  E.  H.  Emery 
&  Co.  vs  Wabash  R.  R.  Co.,  156  N.  W.  600,  it  was  held  that  where 
a  carrier's  agent  inspected  a  damaged  shipment  and  endorsed 
the  result  of  the  inspection  on  the  freight  receipt  and  presum- 
ably delivered  the  receipt  to  higher  officials,  that  there  was  suffi- 
cient notice  of  claim  in  writing  under  the  uniform  bill  of  lading. 

The  two  cases  referred  to  above  show  the  conflicting  views 
of  the  courts  on  this  question,  that  is,  whether  a  notation  of  loss 
or  damage  endorsed  on  a  freight  receipt  constitutes  a  proper 
notice  of  claim.  In  our  view,  such  a  notation  does  not  consti- 
tute a  notice  of  claim  inasmuch  as  the  carrier  has  not  been 
advised  that  it  is  the  intention  of  the  shipper  to  file  a  claim. 


OIL,  KAN.  AND  OKLA.  TO  BURLINGTON 

An  attempt  to  have  rates  on  gas  and  fuel  oil  from  groups  2 
and  3  in  Kansas  and  Oklahoma  to  Burlington,  Iowa,  reduced  to 
a  differential  of  one  cent  over  the  rates  from  the  same  points 
to  St.  Louis  is  being  made  in  No.  12003,  Burlington  Shippers' 
Association  et  al.  vs.  Director-General,  Arkansas  Central  et  al., 
hearing  on  which  was  held  before  Examiner  Bronson  Jewell  in 
Chicago,  February  7. 

H.  W.  Potter,  assistant  manager  of  the  Burlington  Gas  Light 
Company,  testified  that,  although  gas  oil  is  purchased  from  re- 
fineries in  the  Kansas  and  Oklahoma  fields  at  a  delivery  price, 
a  freight  allowance  is  made  to  the  buyer  and  the  freight  is  borne 
by  him.  He  introduced  as  an  exhibit  a  copy  of  an  oil  contract 
which  contained  a  clause  specifying  that  the  buyer  must  stand 
all  advances  in  transportation  costs.  Mr.  Potter  testified  that  his 
company  used  approximately  500,000  gallons  of  gas  oil  per  year 
and  that  most  of  it  was  purchased  under  contract.  He  said  the 
rates  which  his  company  was  allowed  to  charge  for  gas  were 
governed  by  the  city  commission  of  Burlington  and  that  the 
.  comparative  costs  of  gas  in  adjoining  communities,  such  as 
.  Quincy  and  Hannibal,  which  towns  enjoy  lower  rates  on  oil,  were 
taken  into  consideration  when  fixing  these  rates.  He  said  that, 
previous  to  1919,  the  Burlington  Gas  Light  Company  had  been 
parning  3.9  per  cent  on  its  capital,  and  that  this  year,  when  an 
increase  in  rate  was  granted,  it  had  been  earning  5%  per  cent — 
this  in  spite  of  the  fact  that  8  and  9  per  cent  were  generally 
acknowledged  to  be  fair  returns  for  a  public  utilities  corpora- 
tion. 

Mr.  Potter's  statements  were  substantiated  by  A.  J.  Meyer, 
auditor  for  the  People's  Gas  &  Electric  Company. 

A  petition  of  intervention  was  presented  in  behalf  of  Ander- 


son and  Gustafson,  Inc.,  refiners  and  sellers  of  fuel  and  ga« 
oil  In  Oklahoma.  J.  E.  Wyatt,  assistant  traffic  manager  for 
that  company,  testified  that  it  was  only  interested  in  order  to 
obtain  more  advantageous  transportation  costs  for  its  custom- 
ers. He  said  the  facts  as  to  the  bearing  of  freight  costs  were 
substantially  as  stated  by  Mr.  Potter  and  that  the  oil  was  con- 
sidered delivered  to  the  buyer  as  soon  as  It  was  loaded  Into  tank 
cars  at  the  refinery.  After  that,  he  said,  all  hazards  were  borne 
by  the  buyer. 

Leo  E.  Golden,  traffic  manager  of  the  Burlington  Shippers' 
Association,  who  conducted  the  case  on  behalf  of  the  complain- 
ants, took  the  stand  in  behalf  of  the  Churchill  Drug  Company, 
Burlington,  witness  for  which,  he  said,  was  unable  to  be  pres- 
ent. This  company,  he  said,  manufactured  a  spray  in  which  gas 
oil  was  a  major  ingredient.  Although  only  three  cars  of  this 
product  had  been  purchased  by  the  drug  company  in  the  last 
year,  but  Mr.  Golden  said  the  manufacturer  of  the  new  spray  had 
just  gotten  under  way  and  that  a  larger  quantity  would  be  used 
in  the  future. 

He  introduced  a  number  of  exhibits  purporting  to  show  that 
the  rates  on  fuel  and  gas  oil  to  Burlington  were  unjust,  especially 
as  there  was  no  differential  between  them  and  gasoline  and  the 
more  valuable  and  lighter  petroleum  products.  He  laid  much 
stress  on  the  Hubinger  case  (10986,  58  I.  C.  C.  53-58),  in  which 
rates  to  other  points  in  the  surrounding  territory  were  fixed. 
He  said  Burlington  had  evidently  been  overlooked,  because  it 
was  not  a  party  to  the  case,  and  asked  that  it  now  be  placed  on 
a  par  as  to  rates  with  Keokuk,  where  the  rate  on  fuel  and  gas 
oil  from  Kansas  and  Oklahoma  points  is  27%  cents.  The  pres- 
ent rate  to  Burlington  is  36%  cents,  the  same  as  an  gasoline  and 
other  refined  oils.  Reparation,  under  section  206  of  the  trans- 
portation act,  was  asked  from  October  1,  1916. 

In  defense,  F.  A.  Crosby,  assistant  general  freight  agent  of 
the  C.  R.  I.  &  P.,  announced  that  tariffs  were  now  in  preparation 
which  would  reduce  the  rates  on  fuel  and  gas  oil  to  Burlington 
to  33  cents.  He  claimed  that  this  would  make  a  differential  of 
3%  cents  between  refined  oil  and  crude  oil,  which,  in  his  opin- 
ion, would  be  wide  enough  for  a  district  in  which  there  was  no 
pipe  line  or  other  competition.  He  pointed  out  that  no  differen- 
tial into  this  territory  existed  on  shipments  of  oil  from  Wyoming, 
Whiting  and  eastern  fields.  Attacking  the  accuracy  of  some  of 
Mr.  Golden's  exhibits,  he  produced  tariffs  refuting  some  of  the 
figures  contained  therein  and  won  a  promise  from  the  com- 
plainants to  have  a  recheck  made.  Mr.  Golden  was  ordered  by 
the  examiner  to  have  corrected  exhibits  in  the  hands  of  the 
Commission  within  ten  days. 

Both  parties  waived  brief  and  oral  argument. 

PENNSYLVANIA  R.  R.  BONDS 

The  Traffic  World   Washington  Bureau 

The  application  of  the  Pennsylvania  Railroad  Company  for 
authority  to  issue  and  sell  $60,000,000  of  fifteen-year  6%  per  cent 
secured  gold  bonds  and  to  issue  and  pledge  as  security  therefor 
an  equal  amount  of  6  per  cent  gold  bonds  was  made  available 
for  public  inspection  by  the  Commission  February  4.  The 
$60,000,000  issue,  as  previously  announced,  has  been  sold  to 
Kuhn,  Loeb  &  Co.,  New  York,  at  95.40  per  cent  of  their  face 
value,  subject  to  the  approval  of  the  Commission. 

The  proceeds  of  the  sale  of  the  bonds,  $57,240,000,  the  com- 
pany states  in  its  application,  will  be  used  for  the  following 
purposes:  Purchase  from  the  Pennsylvania  Company  (of  which 
applicant  owns  of  the  stock)  of  locomotives,  rolling  stock  and 
other  equipment  of  the  value  of  about  $20,000,000;  the  purchase 
from  the  Pennsylvania  Company  of  shares  of  stock  of  the  Pitts- 
burgh, Fort  Wayne  &  Chicago  Railway  Company,  a  leased  line 
of  the  Pennsylvania,  and  shares  of  stock  of  other  companies 
comprised  in  the  system,  the  amount  to  be  expended  for  these 
purposes  being  approximately  $22,000,000;  the  balance  of  the 
proceeds  will  be  used  in  meeting  maturing  obligations  and  for 
capital  purposes. 

The  company  sets  forth  that  the  rolling  stock  to  be  pur- 
chased was  acquired  by  the  Pennsylvania  Company  for  use  in 
the  operation  of  lines  of  railroad  which  it  was  at  the  time  the 
lessee,  and  that  as  the  leasehold  interests  of  the  Pennsylvania 
Company  in  these  lines  have  been  transferred  and  are  now  held 
by  the  petitioner,  it  is  desirable  that  the  title  to  the  equipment 
used  on  the  roads  embraced  in  those  leases  should  also  be 
acquired  by  the  petitioner.  The  sale  by  the  Pennsylvania  Com- 
pany of  the  equipment  and  stock  involved  will  enable  it  to  pay 
off  at  maturity  $37,805,140.07  of  bonds  due  June  15,  1921,  and 
$17,793,000  of  bonds  due  July  1,  1921,  the  petitioner  states. 

FLEMINGSBURG  A  NORTHERN  LOAN 
The  Flemingsburg  &  Northern  Railroad  Company  of  Ken- 
tucky has  applied  to  the  Commission  for  a  loan  of  $10,000  to  meet 
floating  indebtedness. 


B.  S.  &   M.   LOAN 

The  Birmingham,  Selma  &  Mobile  Railroad  Company  has 
applied  to  the  Commission  for  a  loan  of  $25,000  to  pay  off  in- 
debtedness to  banks  and  to  make  improvements. 
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REPORT  ON  PARCEL  POST 

The  Traffic  World  Washington  Bureau 

A  discrepancy  of  considerable  proportions  in  that  part  of 
the  annual  report  of  the  Postmaster-General  referring  to  the 
parcel  post  was  discovered  by  Representative  Steenerson  of 
Minnesota  and  the  Post  Office  Department  acknowledged  the 
error,  according  to  a  speech  made  in  the  House,  January  27,  by 
the  representative.  The  error  was  that  while  the  report  stated 
that  the  total  number  of  parcels  handled  in  the  fiscal  year  end- 
ing June  30,  1921,  was  2,250,000,000  with  an  average  weight  of 
4.9  pounds  each,  the  number  should  have  been  1,250,000,000 
parcels  of  an  average  weight  of  3.54  pounds  each,  according  to 
the  Post  Office  explanation. 

Mr.  Steenerson  said  the  statistics  submitted  by  the  Post- 
master-General in  his  annual  report  were  "unreliable  and,  in 
fact,  absurd." 

"We  know  that  the  postal  service  is  now  running  behind 
at  the  rate  of  about  thirty-five  or  forty  million  dollars  a  year, 
and  it  is  important  to  find  out  the  leak,"  said  he. 

"The  Postmaster-General's  annual  report  stated  that  the  total 
number  of  parcels  was  2,250,000,000  with  an  average  weight  of 
4.9  pounds  each.  I  called  attention  to  the  fact  that  this  would 
make  a  total  volume  in  weight  of  that  class  of  mail  of  11,000,000,- 
000  pounds,  which,  if  it  were  true,  would  constitute  more  than 
80  per  cent  of  the  total  volume  of  the  mail.  Any  person  who 
has  taken  occasion  to  observe,  or  who  knows  anything  about 
the  postal  business,  knows  that  this  quantity  was  entirely  too 
high.  I  called  attention  to  it  to  prove  that  the  departmental  re- 
ports gave  us  no  reliable  information.  The  report  further  stated 
that  the  income  was  $150,000,000  and  the  cost  $140,000,000. 
After  the  publication  of  the  report  I  sent  a  letter  to  the  de- 
partment calling  attention  to  this  absurdity  in  the  quantity  of 
parcels  carried  and  I  received  a  letter  from  Mr.  Koons  stating 
that  there  had  been  a  mistake,  that  the  number  of  parcels  was 
1,250,000,000  and  that  the  average  weight  was  3.54  pounds  in- 
stead of  4.9  pounds.  I  assume,  therefore,  for  the  purpose  of 
argument,  that  the  revised  figures  are  correct: 

In  answer  to  your  letter  of  the  9th  instant  calling  attention  to  the 
inconsistency  in  the  total  number  of  pieces  of  parcel-post  mail  han- 
dled during  the  fiscal  year  ended  June  30,  1920,  2,250,000,000;  the 
average  weight  per  parcel,  4.9  pounds;  and  the  percentage  of  Increase 
in  weight,  55  per  cent,  as  shown  in  the  annual  report  of  the  Post- 
master General  for  the  fiscal  year  ended  June  30,  1920,  I  find  upon 
locking  into  the  matter  that,  through  a  clerical  error,  the  total  number 
of  parcels  was  computed  on  the  basis  of  parcel-post  business  done  at 
the  50  largest  postoffices,  instead  of  the  business  done  at  all  post- 
offices;  which,  of  course,  greatly  increased  the  estimate  of  the  total 
number  of  pieces  handled,  inasmuch  as  approximately  55  per  cent  of 
the  entire  postal  business  is  transacted  at  the  50  largest  offices. 
According  to  the  count  kept  from  October  1  to  October  15,  1919,  the 
total  number  of  parcels  handled  was  approximately  1,250,000,000,  and 
the  average  weight  per  parcel  was  approximately  3.54  pounds. 

It  is  exceedingly  regretted  that  this  error  occurred. 

"Mr.  Koons  also  appeared  before  the  appropriation  com- 
mittee and  explained  the  matter  as  follows: 

It  says  that  the  average  weight  of  all  parcels  was  4  pounds  9 
ounces;  that  should  be  3%  pounds;  also  that  the  2,250,000,000  parcels 
should  be  1,250,000,000.  The  statistician  in  making  up  the  figures 
made  an  error  by  taking  the  figures  for  50  largest  offices  instead  of 
for  the  entire  country.  When  the  parcel  post  was  established  the 
revenue  from  fourth-class  matter  was  112,000,000.  We  have  had  an 
account  made  which  shows  that  the  revenue  from  parcel  post  has 
grown  to  more  than  $140,000,000  per  year. 

"But  this  explanation  does  not  explain.  I  have  examined 
'Parcel  Post  Statistics,'  giving  the  result  of  the  15  days'  count  in 
October,  1919,  and  the  same  gives  the  number  of  parcels  mailed 
in  the  50  largest  post  offices  as  28,952,431  and  the  average 
weight  as  3  pounds  3  ounces.  How  the  statistician  could  get 
an  average  of  4.9  pounds  from  3  pounds  3  ounces  is  difficult  to 
understand.  The  other  groups  of  offices  give  the  average  weight 
as  follows: 

Other  first-class  offices,  4  ponds  1  ounce. 

Total  first-class  offices,   3  pounds  5  ounces. 

Second-class  city-delivery  offices,  4  pounds  5  ounces. 

Total  city-delivery  offices,  3  pounds  6  ounces. 

Second-class  noncity  delivery,  3  pounds  10  ounces. 

Total  second-class  offices,  4  pounds  3  ounces. 

Total  first  and  second  class  offices,  3  pounds  6  ounces. 

Third-class  offices,  4  pounds  5  ounces. 

Fourth-class  offices,  5  pounds  3  ounces. 

All  post  offices,  3  pounds  8  ounces. 

"It  will  be  noted  that  in  no  group  is  the  average  weight  as 
high  as  given  in  the  Postmaster-General's  report.  The  'statis- 
tician,' whoever  he  may  be,  will  have  another  guess  coming  if 
he  is  to  clear  this  matter. 

"Mr.  Koons  now  places  the  total  number  of  parcels  at  1,250,- 
000,000  and  the  average  weight  per  parcel  at  3.54  pounds,  and 
for  the  sake  of  argument  we  will  now  take  these  as  the  basis 
of  a  new  calculation  and  see  what  the  result  will  be. 

"Multiplying  the  number  of  pieces  by  the  weight  we  have 
4,425,000,000  pounds.  The  cost  of  transportation  is  2.08  cents 
and  of  handling  1.45  cents,  a  total  per  pound  of  3.53  cents. 
Multiplying  the  total  pounds  by  the  cost  per  pound  we  have  a 

1   cost  of  last  year's   parcel  post  business  of  $156  202  500 

The  department's  parcel  post  statistics  for  1920,  page  56   based 

ctual  count  for  15  days  in  October,  1919,  at  all  post  offices 


show  receipts  of  $4,763,497.37,  which  multiplied  by  24  gives  the 
annual  receipts  of  $114,323,936.88,  which  deducted  from  the 
above  total  cost  shows  a  loss  of  $41,878,564  per  annum. 

"In  arriving  at  the  cost  of  handling  and  transporting  parcels 
the  department  calculates  that  66  per  cent  of  the  parcels  were 
'delivered  without  additional  cost.'  That  is  to  say,  they  allowed 
nothing  for  the  work  of  delivering  more  than  two-thirds  of 
the  parcels,  presumably  on  the  theory  that  the  clerks  and 
carriers  were  employed  anyway,  and  if  they  had  not  handled 
and  delivered  parcels  they  would  not  have  done  anything. 
Manifestly,  this  is  erroneous  and  reduces  the  cost  figures  by 
many  millions.  Parcel  post,  according  to  the  above  estimates, 
consists  of  61  per  cent  of  the  total  volume  of  the  mail,  and 
should  bear  a  large  part  of  the  cost  of  carriers  and  clerks,  as 
well  as  rural-delivery  and  star-route  service. 

"The  total  revenue  of  the  department  last  year  was  $436,- 
000,000,  and  according  to  the  above  calculation,  based  on  par- 
cel post  statistics,  the  revenue  of  that  class  of  mail  was  $114  - 
000,000,  or  26  per  cent  of  the  total.  Why  61  per  cent  of  the 
total  volume  of  mail  should  pay  only  26  per  cent  of  the  total 
revenue  should  be  explained.  It  is  obvious  from  the  above 
that  the  department's  explanation  of  the  original  figures  in 
the  annual  report  does  not  help  to  clear  up  the  matter.  Even 
basing  our  calculations  on  the  amended  figures,  it  indicates  an 
enormous  loss.  Instead  of  furnishing  the  information  which 
the  law  requires,  we  are  left  in  darkness,  both  on  the  cost  of 
this  service  and  the  revenue  derived  therefrom.  There  seems 
to  have  been  a  well-planned  design  to  disregard  the  parcel 
post  law  which  provides  that  if  the  Postmaster-General  shall 
find  on  experience  that  the  rates  of  postage  'are  such  as  to 
prevent  the  shipment  of  articles  desirable,  or  to  permanently 
render  the  cost  of  service  greater  than  the  receipts  of  the 
revenue  therefrom,'  he  is  authorized  from  time  to  time  to  re- 
form such  rates  'in  order  to  promote  the  service  to  the  public 
or  to  insure  the  receipt  of  revenue  from  such  service  adequate 
to  pay  the  cost  theeof.'  (Sec.  445,  P.  L.  and  P.  R.) 

"When  on  initiative  of  the  Postmaster-General,  Congress 
was  induced  to  delegate  to  the  Interstate  Commerce  Commission 
the  power  to  prescribe  the  compensation  to  the  railroads  for 
carrying  the  mails,  it  brought  on  a  deficit  for  the  last  four 
years  of  more  than  $85,000,000,  and  the  delegation  to  the  Post- 
master-General of  the  power  to  prescribe  postage  rates  on  par- 
cels has  brought  still  heavier  losses,  which  accounts  for  the 
enormous  postal  deficit  with  which  we  are  now  confronted. 
We  must  again  place  the  service  upon  a  sound  financial  basis! 
The  postal  deficit  should  be  speedily  wiped  out,  and  the  taxpay- 
ers relieved  from  that  burden,  and  to  do  this  we  must  have 
accurate  knowledge.  This  we  hope  to  get  through  the  investi- 
gation now  in  progress  under  the  direction  of  the  Joint  Com- 
mission on  Postal  Service. 

"When  we  have  obtained  the  requisite  information,  it  will  be 
for  us  to  consider  whether  it  is  not  safer  and  wiser  for  Con- 
gress to  itself  prescribe  all  postage  rates,  rather  than  to  dele- 
gate that  power  to  a  cabinet  officer  who  may  be  tempted  to 
abuse  it  to  gain  popular  favor  for  his  party.  This  power  to 
prescribe  postage  rates  is  really  a  part  of  the  power  to  tax, 
which  our  fundamental  law  has  placed  in  the  hands  of  the 
representatives  of  the  people,  and  to  delegate  it  as  we  have 
done  to  an  official  not  directly  responsible  to  the  people  is 
contrary  to  the  spirit  of  our  institutions." 


L.   &   J.    BRIDGE   &    R.    R.    CO.    BONDS 

The  Louisville  &  Jeffersonville  Bridge  and  Railroad  Company 
has  been  authorized  by  the  Commission  to  issue  $162,000  of 
4  per  cent  first  mortgage  gold  bonds  for  pledging  with  the  Sec- 
retary of  the  Treasury  for  a  loan  of  $162,000  approved  here- 
tofore by  the  Commission  for  additions  and  betterments  to  way 
and  structures.  The  Chesapeake  &  Ohio  was  authorized  at  the 
same  time  to  guarantee  a  ten-year  6  per  cent  promissory  note 
of  the  L.  &  J.  B.  &  R.  R.  Co.  for  $54,000  as  part  security  for 
the  loan  of  $162,000  referred  to  above.  Two-thirds  of  the  appli- 
cant's outstanding  capital  stock  of  $1,425,000  is  owned  by  the 
C.  C.  C.  &  St.  L.,  and  the  other  third  by  the  C.  &  O. 


N.  Y.  C.  BONDS 

Authority  has  been  granted  the  New  York  Central  by  the 
Commission  to  issue  $7,000,000  of  6  per  cent  refunding  and  im- 
provement mortgage  bonds  and  to  pledge  them  with  the  Director- 
General  of  Railroads  as  security  for  a  demand  note  of  like 
amount.  The  note  is  to  be  given  by  the  New  York  Central  in 
payment  of  its  indebtedness  to  the  United  States  for  additions 
and  betterments  made  during  federal  control.  The  state  com- 
missions of  Ohio  and  Michigan  asked  that  the  application  of  the 
New  York  Central  be  dismissed  on  the  ground  that  the  Com- 
mission had  no  jurisdiction,  as  the  company  was  a  corporation 
organized  under  state  laws,  and  that  the  applicant,  not  being  a 
federal  corporation  or  creature  of  the  federal  government,  is  not 
answerable  to  the  federal  government  in  any  degree,  so  far  as 
its  security  issues  are  concerned.  The  Commission  said  it  was 
of  the  opinion  that  it  had  jurisdiction. 
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Questions  of  Interest  to  Traffic  Men 


UNIFORM  EXPRESS  SHIPPER'S  RECEIPT 

Editor  The  Traffic  World: 

Shippers  of  express  throughout  the  country  are  reading  more 
or  less  propaganda  through  various  periodicals,  the  purport  of 
which  is  to  enlighten  the  larger  shippers  as  to  the  practical 
operations  and  results  in  the  use  of  the  "new  uniform  express 
shippers'  receipt."  It  is  represented  that  the  shipper  enjoys 
new  tracing  advantages  because  the  plan  provides  him  with  the 
details,  such  as  identification  number  appearing  on  delivery  sheet 
record  in  the  hands  of  delivering  or  destination  agent;  hence  if 
shipper  requires  immediate  tracing  by  wire  or  letter,  in  connec- 
tion with  a  specific  shipment,  he  has  the  necessary  details  with 
which  to  address  his  tracer  direct  to  the  company's  delivery 
agent  at  destination,  thereby  obviating  the  usual  delay  incident 
to  making  request  of  the  forwarding  agent  to  trace  and  show 
delivery,  it  being  understood  that  shippers  receipt  number  and 
date  must  invariably  be  the  basis  of  the  details  formulating 
tracers. 

Should  such  assurances  be  substantiated  by  the  actual  condi- 
tions as  they  develop  in  practice,  it  is  at  once  conceded  that 
such  "tracing  advantages"  through  the  express  company  would 
be  "new"  and  very  much  appreciated  by  the  shipping  public. 
However,  the  writer  has  quite  reliable  information  to  the  effect 
that  delivering  express  agent  must  and  does  forward  daily  his 
delivery  sheet  records  to  his  district  or  regional  auditor  for 
audit  purposes,  and  that  under  the  new  uniform  shipper's  receipt 
delivering  agent  will  have  no  record  whatever  in  his  office  of 
his  deliveries  from  day  to  day,  due  to  the  fact  that  his  delivery 
sheet  records  are  in  the  office  of  his  auditor. 

Such  being  the  case,  the  shipper  who  may  have  occasion  to 
trace  a  specific  shipment,  can  address  his  communication  or 
tracer  direct  to  the  express  company's  destination  or  delivery 
agent,  quotinfi  shipper's  receipt  number  and  date,  and  thereby 
overcome  the  delay  incident  to  reporting  the  facts  to  the  for- 
warding agent;  but  in  so  tracing  he  would  be  able  to  accomplish 
"nothing,"  a  result  quite  patent  to  the  average  express  shipper. 
To  obtain  the  desired  results,  shipper  must  know  to  what  dis- 
trict auditing  office  destination  agent  forwards  his  delivery 
sheet  records  before  inaugurating  his  tracer  request  for  delivery 
information,  which,  to  say  the  least,  is  impracticable. 

No  doubt  many  of  your  readers,  like  the  writer,  would  be 
glad  to  have  the  benefit  of  further  light  on  the  point  in  question. 
Dahlstrom  Metallic  Door  Company, 
0.  M.  Odell,  Traffic  Manager. 

Jamestown,  N.  Y.,  Feb.  26,  1921. 


WAR  TAX  ON  TRANSPORTATION 

Editor  The  Traffic  World: 

I  cannot  agree  with  your  correspondents  who  state  the  war 
tax  on  freight  transportation  charges  has  been  increased  75 
per  cent  since  this  act  became  effective  on  November  1,  1917. 
Since  the  date  it  became  effective  this  war  tax  has  been,  and  at 
the  present  time  is,  three  per  cent  of  the  charges  paid  for  trans- 
portation service. 

I  have  an  idea  this  war  tax  percentage  was  arrived  at  in  the 
following  manner:  The  Congressional  committee  assigned  to 
this  task  had  before  them  the  amount  of  freight  transportation 
charges  earned  by  the  railroads  of  the  country  during  a  certain 
period.  From  the  statistics  at  hand  the  committee  decided  the 
transportation  service  of  the  country  should  contribute  a  certain 
amount  of  revenue,  and  this  revenue,  it  was  found,  was  approxi- 
mately 3  per  cent  of  the  amount  paid  the  carriers  for  transpor- 
tation service  during  the  period  in  question. 

While  it  is  true  that  since  November  1,  1917,  freight  rates 
have  been  increased  25  per  cent  and  40  per  cent  (the  latter  in- 
crease applying  to  eastern  territory)  under  General  Order  28 
and  Ex  Parte  74,  respectively,  it  is  a  question  whether,  taking 
present  conditions  into  consideration,  the  aggregate  amount  re- 
ceived by  the  government  under  this  form  of  taxation  will  reach 
the  mark  originally  intended  by  Congress.  However,  if  it  can  be 
shown  that  the  transportation  service  is  contributing  more  than 
was  intended,  the  necessary  steps  should  be  taken  to  have  Con- 
gress amend  the  law  and  reduce  the  war  tax  percentage  ac- 
cordingly. 

Mr.  Allender,  in  the  third  paragraph  of  his  letter  published 
on  page  1234  of  the  Traffic  World,  December  25,  states:  "This 
recent  increase  in  taxation  is  a  discrimination  against  the  heavy 
tonnage  shippers,  for  the  reason  that  war  tax  has  not  been 


recently  increased  on  other  items."  Why  limit  this  so-called 
discrimination  to  heavy  tonnage  shippers?  Does  not  the  smaller 
shipper  paying  $5,000  a  year  in  freight  charges  and  who,  be- 
cause of  the  increases  in  freight  rates,  pays  an  additional  few 
hundred  dollars  in  war  tax,  suffer  just  as  much?  Does  not  his 
business  suffer  just  as  much  as  the  business  of  the  shipper  who 
pays  $1,000,000  a  year  in  freight  charges?  It  appears  the  same 
condition  applies  on  a  correspondingly  smaller  scale. 

In  the  fourth  paragraph  of  his  letter  Mr.  Allender  mentions 
that  the  increase  is  discriminatory,  "in  that  the  shipper  in  east- 
ern territory  bears  40  per  cent,  while  the  shipper  in  southern 
territory  bears  only  25  per  cent."  This  is  true  as  regards 
freight  rates,  but  is  what  might  be  properly  called  a  recognized 
condition.  I  think  Mr.  Allender  will  agree  that  if  the  Interstate 
Commerce  Commission,  under  the  Interstate  Commerce  Act,  had 
ordered  a  blanket  increase  of  say  25  per  cent  in  freight  rates 
to  cover  the  entire  country,  the  railroads  in  eastern  and  western 
territory  would  have  been  farther  removed  from  receiving  their 
just  dues,  as  contained  in  section  15a,  paragraph  3,  Interstate 
Commerce  Act,  than  they  are  at  the  present  time. 

Mr.  Snook,  in  his  letter  published  on  page  193,  Traffic  World, 
January  22,  has,  by  comparing  freight  charges  paid  in  1917  with 
those  paid  at  the  present  time,  succeeded  in  reducing  the  war 
tax  percentage  to  1.8  per  cent.  I  wonder  if  Mr.  Snook  believes 
that  if  the  war  tax  was  reduced  to  this  percentage  the  govern- 
ment would  receive  the  amount  which  Congress  decided  as 
being  necessary  to  help  pay  off  the  war  debt? 

In  my  opinion  this  question  can  be  summed  up  in  the  follow- 
ing few  words:  Congress  intended  the  government  should  re- 
ceive a  certain  amount  to  help  pay  off  the  war  debt  and  if  an 
excess  amount  is  being  received  the  war  tax  percentage  should 
be  reduced. 

New  York,  N.  Y.,  February  1,  1921.  M.  J.  Gould. 


Editor  The  Traffic  World: 

On  page  244  of  your  issue  of  January  29  is  a  letter  from 
S.  W.  Allender  relative  to  the  increase  in  the  amount  of  war 
tax  on  freight  charges.  This  letter  is  very  interesting. 

He  refers  to  a  "very  small  item"  mentioned  in  my  letter 
on  page  193  of  your  issue  dated  January  22.  He  states  that 
I  consider  the  increase  in  war  tax  "a  very  small  item."  I  am 
in  a  position  to  realize  what  the  increase  amounts  to,  being 
assistant  traffic  manager  for  an  industrial  concern  whose  cap- 
ital and  surplus  represent  millions  of  dollars.  Naturally,  one 
can  plainly  note  that  Mr.  Allender  has  erred  slightly  in  making 
such  a  statement. 

"The  small  item"  to  which  I  refer  is  one-seventh  of  one  per 
cent  increase  in  the  amount  of  war  tax.  This  amount  is  arrived 
at  by  reducing  the  present  rate — namely,  three  per  cent — to 
one  and  eight-tenths  per  cent  of  the  freight  charges. 

In  1917  the  tax  on  freight  charges  amounting  to  one  hun- 
dred dollars  was  three  dollars.  Today  the  same  movement  would 
cost  one  hundred  and  seventy-five  dollars  for  freight  charges. 
One  and  eight-tenths  per  cent  of  this  amount  would  be  $3.15,  as 
against  $3  tax  on  the  same  shipment  in  1917.  Fifteen  cents 
represents  an  increase  of  a  little  less  than  one-seventh  of  one 
per  cent.  This  is  what  I  referred  to  as  "a  very  small  item." 
Of  course,  this  increase  would  amount  to  thousands  of  dollars, 
based  on  the  gross  revenue  of  all  class  I  railroads,  but  the 
amount  of  increase  to  each  individual  shipper  would  be  very 
small. 

Mr.  Allender  stated  that  his  firm  pays  $25,000  annually  for 
war  tax  on  freight.  One  seventh  of  one  per  cent  of  this  amount 
would  be  $35.71  per  annum,  or  about  seventy-five  cents  a  week 
more  tax  than  was  exacted  in  1917  under  the  old  scale  of  rates. 

If  shippers  could  persuade  Congress  to  reduce  the  tax  to 
1.8  per  cent,  I  do  not  believe  any  shipper  in  the  country  would 
voice  an  objection.  He  would  gladly  pay  the  15  cents  per  $100 
additional  tax. 

I  have  taken  great  interest  in  Mr.  Allender's  letters,  and  can 
say  that  much  credit  is  due  this  gentleman  for  his  active  part 
in  this  subject. 

Far  be  it  from  my  mind  to  use  your  columns  for  a  simple 
discussion.  I  have  written  the  above  solely  to  point  out  to  the 
readers  of  your  publication  that  I  do  not  regard  the  75  per 
cent  increase  in  war  tax  as  "a  very  small  item." 

In  closing  I  might  state  that  I  intend  to  take  up  the 
matter  with  my  congressman  and  I  believe  that  I  will  have  the 
co-operation  of  Mr.  Allender,  who  has  already  taken  up  this 
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important    matter   with    Senator    Spencer   of    Missouri    and    the 
United  States  Chamber  of  Commerce. 

Medford,  Mass.,  Feb.  2,  1921.  G.  E.  Snook. 


TRACING  L.  C.  L.  SHIPMENTS 

Editor  The  Traffic  World: 

In  reference  to  the  article  in  the  issue  of  January  29,  by 
A.  W.  Stebbins,  traffic  manager  of  the  Thatcher  Manufacturing 
Company:  I  have  studied  it  thoroughly  and  wish  to  state  that 
I  cannot  agree  with  him  on  his  views  of  the  tracing  of  L.  C.  L. 
shipments  by  assessing  charges  for  such  service. 

We  all  know  the  carriers  are  well  paid  for  transportation 
and  service  performed,  and  why  should  we  burden  ourselves 
by  requesting  them  to  issue  a  tariff  covering  this  service  which 
would  compel  them  to  assess  and  collect  charges  for  tracing 
L.  C.  L.  shipments?  At  present  there  are  several  railway  com- 
panies very  willing  to  trace  shipments  and  feel  it  is  part  of 
transportation  service.  It  might  be  they  do  so  from  a  competi- 
tive point  of  view  to  retain  business  they  now  possess  and 
secure  new  patrons.  If  so,  all  well  and  good,  as  competition  is 
the  life  of  business  and  is  an  assurance  of  good  service.  If  you 
remove  competition,  which  covers  a  very  large  field,  you  are 
forcing  extra  tax  on  the  people  indirectly. 

If  the  non-progressive  carriers  do  not  care  to  perform  this 
service  without  charge,  they  should  not  be  patronized.  If  this 
was  done,  steps  would  be  taken  by  them  at  once  to  compete. 

For  example,  take  an  order  of  a  customer  placed  with  any 
business,  large  or  small,  which  was  delayed,  sidetracked,  or  lost 
in  error  in  your  own  office.  If  customer  requested  you  to  trace 
this,  shipment  or  advise  date  of  shipment,  would  you  inform 
him  to  the  effect  that  a  charge  would  be  assessed  for  doing  so? 
I  do  not  think  you  would,  but  would  use  all  energy  to  see  that 
he  received  same  at  once.  If  you  charged  him  for  this  service, 
how  long  would  you  hold  his  business? 

E.  R.  Plumb,  Manager  Traffic  Division,  Sales  Dept, 
Samson  Tractor  Co.  of  California. 

Stockton,  Calif.,  Feb.  4,  1921. 


RATES  TO  PACIFIC  COAST 

Editor  The  Traffic  World: 

As  a  matter  of  information,  we  are  quoting  below  the  dif- 
ference in  cost  of  shipping  pianos,  carload,  to  the  Pacific  coast 
and  believe  that  the  same  condition  exists  on  othar  commodities 
shipped  from  this  territory  to  the  Pacific  coast: 
VIA  ALL,  RAIL  FROM  GROUP  C  TERRITORY  TO  CALIFORNIA 
TERMINALS. 

Harnessed.  @  $4.00  per  cwt.,  minimum  12,000  Ibs.,  each $27.47 

Boxed,   @  $4.00  per  cwt.,  minimum  12.000  Ibs..  each 35.31 

Boxed,  <g>  $3.66%  per  cwt.,  minimum  14,000  Ibs.,  each 33.03 

VIA   ALL   RAIL    FROM    GROUP    A    TERRITO'RY    TO    CALIFORNIA 
TERMINALS. 

Harnessed,  @  $4.42  per  cwt.,  minimum  12.000  Ibs..  each $30.35 

Boxed,  @  $4.42  per  cwt.,  minimum  12,000  Ibs.,  each 37.89 

Boxed,  @  $3.92  per  cwt.,  minimum  14,000  Ibs.,  each 35.33 

The  steamship  companies  now  quote  a  rate  of  $1.65  per 
cwt.,  minimum  weight  14,000  pounds,  via  the  Panama  Canal  from 
New  York,  Philadelphia  and  Baltimore  to  San  Francisco  and 
San  Pedro,  port  of  Los  Angeles.  The  wharfage  and  handling 
charge  at  San  Pedro  is  70  cents  per  ton  of  2,000  pounds.  At  San 
Francisco  there  is  a  state  toll  charge  of  15  cents  per  ton  of  2,000 
pounds.  At  this  basis,  New  York,  Philadelphia  and  Baltimore 
can  ship  a  car  of  pianos  to  San  Francisco  at  the  following  cost 
per  piano: 

Ocean    freight    $14.40 

State  toll  charge 0.66 


Total  cost  per  piano   $15.06 

To  Los  Angeles: 

Otan   freight  to  San   Pedro    $14.40 

Wharfage  and  handling  at  San   Pedro    0.31 

Freight,  San  Pedro  to  Los  Angeles    1.50 


Total  cost  per  piano   $16.21 

From  the  above  statements  you  can  readily  see  that  the 
eastern  shippers  can  put  a  piano  in  Los  Angeles  at  $16.21  against 
our  rate  of  $27:47,  or  a  difference  of  $11.26,  and  in  San  Fran- 
cisco at  $15.06,  against  our  rate  of  $27.47,  or  a  saving  of  $12.41. 

The  Starr  Piano  Company, 
By  C.  A.  Dove,  Traffic  Manager. 
Richmond,  Ind.,  Feb.  3,  1921. 


VALUE,  TIME  AND  PLACE  OF  DELIVERY 

Editor  The  Traffic  World: 

I  would  like  to  contribute  some  thoughts  on  this  subject 
with  particular  reference  to  the  letter  of  A.  W.  Lowe  in  your 
issue  of  January  29. 

It  is  always  a  clearing  question  in  these  matters  if  we  ask 
ourselves,  "who  owned  the  goods?"  If  we  sold  the  goods  f.  o.  b. 
shipping  point,  then  the  title  to  the  goods  was  vested  in  the 
buyer,  and  it  seems  to  me  logical  that  his  interest  or  his  loss 
should  be  the  measure  of  the  carrier's  liability. 


In  cases,  for  instance,  of  marine  insurance  the  first  question 
asked  is,  "have  you  an  insurable  interest?"  Applying  this  ques- 
tion to  the  matter  of  losses  in  transportation,  would  seem  to 
indicate  the  correct  solution. 

The  consignee  might  with  propriety  claim  that  the  shipper 
had  no  right  or  authority  to  make  claim.  Indeed,  we  have  had 
several  cases  where  the  consignees  insisted  on  their  rights  to 
present  and  collect  claims. 

Now,  as  to  replacement  value.  Perhaps  the  following  inci- 
dent may  throw  some  light  on  this  question.  We  had  a  lot  of 
material  destroyed  by  fire  on  the  dock  in  New  York,  after  steamer 
had  landed  same.  The  goods  were  insured  and  the  insurance 
company  paid  us  the  market  price  in  New  York  on  the  day  of 
landing,  which  was  two  dollars  a  ton  less  than  we  had  paid  for 
the  goods.  If  we  analyze  this  it  amounts  to  this:  The  owner 
should  have  his  goods  replaced;  that  is,  the  measure  of  his  loss, 
and  the  insurance  company  has  the  option  of  replacing  the  goods 
or  paying  the  owner  an  amount  that  will  enable  him  to  replace 
them. 

The  replacement  value  question  comes  up  in  cases  of  coal 
confiscations.  If  we  have  a  contract  for  coal  at  five  dollars  on 
a  rising  market  and  the  carrier  confiscates  our  coal,  what  should 
he  pay?  We  cjaim  the  replacement  value,  and  on  this  basis  we 
have  settled  claims. 

If  the  replacement  value  is  not  the  actual  value,  then  what 
is?  If  goods  lost  are  restored,  assuming  quality,  etc.,  is  the 
same,  wherein  has  the  owner  suffered  any  loss?  I  am  asking 
this  for  information  and  not  with  any  unpleasant  view  toward 
your  correspondent. 

I  am  of  opinion  that  the  measure  of  the  carrier's  liability 
is  intended  to  he  the  replacement  value  for  goods  lost  in  ac- 
cordance with  the  rights  of  the  owner  of  the  said  goods.  Mind 
you,  I  say  "owner,"  and  this  becomes  a  question  of  fact  as  estab- 
lished by  the  record  of  sale  and  purchase. 

Title  to  goods  may  change  several  times  before  they  are 
finally  put  on  the  shelves  of  the  retailer  or  consumer,  but  the 
value  of  the  goods  to  the  owner  at  the  time  of  the  loss  ought 
to  be  the  equitable  basis. 

I  think  these  discussions  are  valuable,  since  they  help  us 
all  get  a  clearer  view  of  the  purpose  and  intent  of  the  law  and 
of  the  commercial  usages  and  customs. 

Boston,  Feb.  2,  1921.  J.  D.  Hashagen. 


ACCURACY  OF  RAILROAD  SCALES 

Editor  The  Traffic  World: 

I  would  like  to  hear  from  your  readers,  including  railroad 
officials,  what  their  experience  has  been  in  regard  to  railroad 
scales.  Are  they  accurate  and  can  they  be  relied  on  in  checking 
bulk  commodities  that  are  difficult  of  weighing  in  any  other 
manner,  such  as  lime,  pulpwood,  sulphur,  iron  ore,  coal,  and 
others  ? 

We  have  every  confidence  in  railroad  scales  used  on  the  D. 
&  H.  and  have  repeatedly  tested  them  and  found  them  correct, 
often  as  close  as  24,  40  and  60  pounds. 

One  argument  received  recently  by  one  pulpwood  jobber 
reads:  "There  is  no  greater  scandal  before  the  shipping  public  at 
the  present  time  than  the  matter  of  railroad  weights.  I  have 
threshed  it  out  with  half  the  general  freight  agents  in  Canada 
and  they  all  admit  the  same  thing. 

"The  railroad  company  or  a  railroad  weigher  who  has  a 
grudge  against  a  certain  shipper  can  put  him  out  of  business  and 
there  is  no  redress.  Of  course,  where  you  have  a  track  scales 
of  your  own  you  can  put  up  a  counter  claim  if  necessary,  but 
unless  you  have  those  and  go  to  the  expense  you  simply  waste 
time  putting  in  claims  for  weights  without  the  slightest  regard 
as  to  what  those  weights  may  be." 

I  would  like  to  hear  from  shippers  and  receivers  of  different 
commodities  either  through  your  paper  or  direct. 

Charles  H.  Mohan, 
Traffic  Manager,  J.  &  J.  Rogers  Co. 
Ausable  Forks,  N.  Y.,  Feb.  9,  1921. 


COST   OF   DISTRIBUTING   TARIFFS 

Editor  The  Traffic  World: 

There  has  been  considerable  hue  and  cry  in  regard  to  the 
enormous  expense  incurred  in  railroad  finances.  Efforts  are  be- 
ing made  to  reduce  this  expense  and  it  is  a  question  in  the 
writer's  mind  as  to  whether  they  have  ever  taken  into  consid- 
eration the  large  amount  of  freight  tariffs  posted  throughout 
their  line  agencies  by  unnecessary  distributions.  For  example: 
A  railroad  has  approximately  200  line  agencies.  Perhaps  twenty 
of  these  are  junction  agents  and  possibly  towns  which  boast  of 
a  manufacturing  plant  or  two,  in  addition  to  their  regular  retail 
stores.  The  remaining  180  invariably  have  only  the  railroad  sta- 
tion, a  grain  elevator,  and  one  or  two  general  stores.  The  agent 
at  this  latter  point  finds  it  necessary  to  check  one  or  two  rates 
a  month  in  addition  to  his  local  class  rates.  Without  a  doubt, 
the  average  agent,  instead  of  checking  the  necessary  rate  or 
even  making  an  effort  to  check  same,  wires  his  general  agent 
or  telephones  the  nearest  junction  point  for  the  particular  rate 
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in  question.  Regardless  of  this  fact,  the  Interstate  Commerce 
I'ommission  requires  every  carrier  subject  to  the  provisions  of 
tlu>  act  to  regulate  commerce  which  flies  freight  or  passenger 
tariffs,  to  place  In  every  station  all  of  the  rate  schedules  which 
contain  rates  applying  from  that  station  or  other  charges  ap- 
iiluuble  at  that  station. 

It  can  readily  be  seen  from  the  above  example,  that  the  filing 
of  all  issues  as  required  Is  absolutely  unnecessary,  as  the  re- 
quirements of  the  average  station  do  not  warrant  the  expense 
of  furnishing  foreign  line  and  committee  issues  which,  In  a  great 
many  cases,  cost  the  transportation  line  as  much  as  $2,  and  in 

>>  cases  more,  a  copy.  If  the  carriers  throughout  the  United 
Siates  would  file  only  their  local  issues  and  such  tariffs  as  are 
absolutely  necessary  in  the  smaller  stations,  maintaining  a  file 
at  tin'  junction  point  which  will  cover  all  of  the  requirements 
of  tin'  smaller  towns  in  the  vicinity,  it  would  result  in  a  con- 
siderable saving  during  the  course  of  a  year  in  money  which  is 
now  spent  for  a  seemingly  unnecessary  cause.  It  is  also  the 
belief  of  the  writer  that  if  this  matter  were  properly  brought  to 
the  attention  of  the  Commission  by  the  railroads,  the  Commission 
would  no  doubt  see  the  justice  of  their  request  and  amend  the 
ruling  accordingly.  The  amount  saved  would  seem  very  small 
at  one  station.  However,  during  the  course  of  a  year,  and  taking 
in  all  small  stations  of  this  kind,  the  amount  would  assume  an 
enormous  proportion. 

This  letter  is  not  written  to  criticize,  but  the  idea  is  sub- 
mitted with  the  hope  that  it  may  be  of  some  benefit  and  at  the 
same  time  satisfy  my  own  curiosity  on  the  subject.  Having  been 
in  charge  of  the  entire  distribution  of  freight  tariffs  for  one  of 
our  C.  F.  A.  railroads  a  considerable  length  of  time,  I  am  nat- 
urally interested  in  knowing  what  results  such  a  proposition 
would  bring  about  if  brought  to  the  attention  of  those  interested. 

G.  M.  Scarff,  Traffic  Manager, 

Allith-Prouty  Company. 

Danville,  111.,  Feb.  1,  1921. 


The  economy  in  distribution  of  tariffs  suggested  by  Mr.  Scarff 
would  not  result  in  so  much  saving  as  perhaps  might  appear,  since 
the  prlnicipal  cost  involved  is  the  first  cost  of  printing.  The  charge 
for  additional  copies,  after  the  type  is  set  up  and  the  plates  made, 
is  nominal. — Editor  The  Traffic  World. 


Personal  Notes 


The  Dayton,  Toledo  &  Chicago  Railway  Company  has  an- 
nounced the  following  new  officers:  President  and  general  man- 
ager, W.  H.  Ogborn;  secretary,  J.  H.  Lane.  The  retiring  officers 
are  John  Ringling  and  Richard  Fuchs. 

M.  J.  Wright,  former  general  agent  for  the  Admiral  Line  at 
Manila,  Shanghai,  and  other  Oriental  ports,  has  been  appointed 
freight  traffic  manager  for  that  line  at  Seattle.  He  succeeds  R.  D. 
Pinneo,  who  has  been  appointed  manager  of  public  port  terminals 
at  Astoria. 

Announcement  has  been  made  Of  the  appointment  of  H.  V. 
Wilmot  as  district  passenger  agent  of  the  Northern  Pacific  Rail- 
way at  Chicago. 

J.  G.  Kitchell  has  been  appointed  commercial  agent  for 
the  Southern  at  Shreveport,  La. 

Wilmer  M.  Wood,  formerly  freight  agent  for  the  Kerr  Steam- 
ship Company,  Inc.,  at  New  York,  has  been  appointed  traffic 
manager  for  that  line  at  Philadelphia.  Mr.  Wood  is  succeeded 
in  New  York  by  his  former  assistant,  John  B.  Veasey. 

George  T.  Bell,  for  the  last  two  years  executive  vice-presi- 
dent and  commerce  counsel  for  the  Northern  West  Virginia  Coal 
Operators'  Association,  has  resigned  to  engage  in  the  general 
practice  of  law  in  Washington,  D.  C.  Prior  to  his  connection  with 
the  coal  operators,  Mr.  Bell  was,  for  five  years  attorney-examiner 
for  the  Interstate  Commerce  Commission,  and  for  ten  years 
prior  thereto  was  commerce  counsel  on  traffic  commissions  for 
various  commercial  organizations  and  shippers  of  Missouri  River 
cities,  principally  Sioux  City  and  Kansas  City. 

The  Norfolk  &  Western  Railway  Company  announces  the 
appointment  of  F.  W.  Hampson  as  soliciting  freight  agent  at 
Memphis,  Tenn. 

DOINGS  OF  THE  TRAFFIC  CLUBS 

At  the  annual  meeting  of  the  Traffic  Club  of  Roanoke,  Janu- 
ary 25,  the  following  officers  were  elected:  President,  S.  H.  Cole- 
man;  vice-president,  George  L.  Wade;  secretary,  J.  T.  Preston; 
members  of  executive  committee,  H.  T.  Martin  and  G.  G.  Moore. 
The  speakers  were  Alexander  Forward  of  the  Virginia  Corpora- 
tion Commission  and  Lucian  H.  Cocke,  general  counsel  for  the 
Norfolk  &  Western  Railway. 


Central  Traffic  Bureau  and  Its  Advantages."  Officers  were 
elected  as  follows:  President,  R.  C.  Kohn;  vice-president,  O. 
M.  Odell;  secretary,  H.  W.  Chapman;  treasurer,  J.  A.  Moberg; 
executive  committee,  O.  M.  Odell,  Emory  Payne,  James  Kelly, 
A.  L.  Raistrick  and  J.  A.  Moberg. 

The  York  Traffic  Club  held  an  import  and  export  night  at 
the  Manufacturers'  Association  rooms,  February  10.  W.  M.  Brit- 
tain,  general  manager  of  the  Export  and  Import  Board  of  Trade 
of  Baltimore,  spoke  on  matters  pertaining  to  coastwise  and  over- 
seas shipping. 


The  Miami-  Valley  Traffic  Club  was  formally  organized  at 
Dayton,  Ohio,  January  25,  with  a  membership  of  175.  The  fol- 
lowing governing  board  was  elected:  T.  T.  Webster,  traffic  man- 
ager, G.  H.  Mead  Co.,  Dayton;  -R.  M.  Robinson,  Dayton  Malleable 
Iron  Co.,  Dayton;  R.  H.  Hagerman,  traffic  manager,  the  National 
Cash  Register  Co.,  Dayton;  W.  E.  Boyer,  district  representative, 
Pennsylvania  Lines  West,  Dayton;  F.  L.  Marshall,  traffic  man- 
ager, Pioneer  Pole  &  Shaft  Co.,  Piqua,  Ohio;  H.  T.  Ratliff,  traf- 
fic manager,  Chamlion  Coated  Paper  Co.,  Hamilton,  Ohio;  T.  P. 
Stabler,  traveling  freight  agent,  C.  C.  C.  &  St.  L.  Railroad,  Day- 
ton; Maurice  T.  Otto,  traffic  manager,  Dayton  Chamber  of  Com- 
merce. On  February  7  this  governing  board  elected  officers  for 
the  club,  as  follows:  President,  W.  E.  Boyer;  first  vice-president, 
T.  T.  Webster;  second  vice-president,  F.  L.  Marshall;  third  vice- 
president,  H.  T.  Ratliff;  fourth  vice-president,  R.  B.  Mann;  sec- 
retary, Maurice  T.  Otto,  and  treasurer,  R.  H.  Hagerman. 


An  open  meeting  of  the  Industrial  Traffic  Club  of  Cortland 
was  held  February  11.  The  principal  subjects  discussed  were  the 
tracing  of  less  than  carload  freight,  the  express  company's  "Right 
Way  Plan,"  and  the  general  railroad  situation,  particularly  with 
respect  to  the  hearings  before  the  Labor  Board  at  Chicago. 


The  Traffic  Club  of  Chicago  will  give  a  luncheon  at  the 
Hotel  La  Salle  February  17.  Harris  Livermore,  president  of  the 
United  American  Lines,  will  speak  on  "Some  Problems  Con- 
nected with  an  American  Merchant  Marine."  Resolutions  recom- 
mending the  establishment  of  an  immigration  commission,  the 
appointment  of  an  interstate  commerce  commissioner  from  Illi- 
nois and  partial  payments  of  money  due  the  railroads  by  the 
government  will  be  presented. 


The  annual  meeting  of  the  Traffic  Club  of  the  Jamestown 
Board  of  Commerce  was  held  in  the  Board  of  Commerce  rooms, 
Jamestown,  N.  Y.,  January  20.  Frank  E.  Williamson,  traffic 
commissioner  of  the  Buffalo  Chamber  of  Commerce,  spoke  on  "A 


PARMELEE  ON  RAILROAD  SITUATION 

The  Traffic  World  Washington  Bureau 

In  response  to  a  request  from  the  Washington  (D.  C.)  Traffic 
Club  that  he  speak  on  the  railway  situation  from  an  optimistic 
point  of  view,  Dr.  Julius  H.  Parmelee,  director  of  the  Bureau  of 
Railway  Economics,  delivered  an  address  before  the  club,  Feb- 
ruary 5,  in  which  he  said  that,  in  spite  of  the  many  serious 
problems  yet  to  be  solved,  he  believed  the  future  of  the  railways 
to  be  brighter  today  than  it  had  been  at  any  other  time  in  the 
last  ten  years. 

"In  discussing  the  railway  situation  from  an  optimistic 
point  of  view,  I  am  not  unmindful  of  the  depressing  traffic  and 
operating  condition  in  which  the  railways  finds  themselves  at 
the  present  time,"  said  he.  "We  are  in  the  midst  of  a  terrific 
slump.  Revenues  have  declined,  net  earnings  have  been  far 
from  adequate  since  the  rates  were  increased,  and  the  labor  sit- 
uation is  charged  with  dynamite.  Let  us,  however,  remove  our- 
selves for  a  few  minutes  from  present  conditions  and  take  a 
look  into  the  future,  which  has  in  it,  to  my  mind,  many  elements 
of  optimism  and  of  encouragement. 

"To  get  the  perspective  for  such  a  forward  look,  we  must 
go  back  over  railway  history  for  twenty  years.  The  period  be- 
tween 1900  and  1910  was  of  the  greatest  significance  for  the 
American  railways.  For  one  thing,  the  Commission  during  the 
decade  secured  what  it  had  been  demanding  for  years — namely, 
authority  over  interstate  freight  and  passenger  rates,  with  power 
to  suspend  rates,  to  initiate  investigations  with  or  without  com- 
plaint, and  to  prescribe  penalties  for  violations  of  its  rate  de- 
cisions. Total  railway  mileage  grew  about  25  per  cent  during 
the  decade,  whereas  business  grew  at  a  much  faster  rate. 
Freight  traffic  increased  80  per  cent,  while  the  passenger  traffic 
more  than  doubled.  The  general  level  of  prices  increased  about 
2^6  per  cent  a  year,  while  railway  wages  rose  about  2  per  cent 
annually.  Although  the  operating  ratio  increased  during  the 
decade,  the  rate  of  return  on  Investment  increased  from  about 
4%  per  cent  to  about  5%  per  cent.  In  other  words,  although 
the  railways  experienced  a  period  of  rising  prices  and  wages, 
they  kept  ahead  of  the  increase  in  cost  of  operation  by  greatly 
increasing  their  business  and  by  introducing  efficient  methods 
that  more  than  offset  the  increase  in  expenses.  The  trend  was 
distinctly  favorable  to  the  railways. 

"Was  there  any  change  in  this  trend  after  the  Commission 
secured  control  over  railway  rates  in  1910?  The  answer  may 
be  made  in  two  ways.  In  the  first  place,  railway  growth  vir- 
tually ceased,  so  far  as  new  construction  was  concerned.  Prices 
increased  25  per  cent  a  year,  or  ten  times  as  fast  as  before, 
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while  wages  rose  about  8  per  cent  a  year,  so  that  by  the  end 
of  1917  the  average  annual  earnings  of  railway  employes  wer 
64  per  cent  higher  than  they  were  in  1910,  and  the  operating 
ratio  had  increased  from  66  to  more  than  70  per  cent.  Average 
receipts  per  ton-mile,  which  had  increased  between  1900  and 
1910  fell  to  a  lower  level  in  1917  than  in  1900.  The  rate  of 
return  on  investment,  which  is  the  final  basis  for  judging  rail- 
road prosperity,  declined  to  about  5V3  per  cent.  Taking  the  eight 
vears  from  1910  to  1917,  inclusive,  and  breaking  them  up  into 
two  four-year  periods,  we  find  that  the  rate  of  return  on  invest- 
ment was  less  during  the  second  than  during  the  first  four-year 
period,  despite  the  fact  that  the  second  four  years  contained 
the  year  1916,  which  the  heavy  war  traffic  made  one  of  the 
banner  years  in  railway  history. 

"In  the  second  place,  to  reach  an  answer  we  may  summarize 
the   rate  decisions   of  the   Commission  during   the   eight  years 
from  1910  to  1917.     Beginning  with  the  two  general  rate  ] 
tions   filed   by  the   eastern   and   western   carriers  ml 
of  which  were  denied  by  the  Commission,  and  extending  throug 
the  five  per  cent  case  of  1913-1914,  the  western  case  of  1915,  and 
the  fifteen  per  cent  case  of  1917,  we  find  that  the  Commission 
i   every   case   either   denied    the   petitions   of   the   carriers    or 
granted  them  only  in  part.     There  were  long  delays  between  the 
time  petitions  were  filed  and  the  date  they  were  finally  decided, 
and  it  cost  the  railways  millions  of  dollars  to  ascertain  whether 
or  not  the  Commission  would  grant  them  the  desired  increases. 
"I  make  no  criticism  of  the  Commission  in  this  connection. 
Economic  tendencies,  such  as  the  rapid  rise  in  prices  and  wages, 
were  running  against  the  railways  during  the  period,  and  the 
Commission  was  itself  the  victim  of  certain  economic  and  po- 
litical forces  which  it  would  indeed  have  been  difficult  to  with- 
stand    Nor  do  I  claim  even  that  the  Commission  was  responsible 
for  the  unfortunate   financial   position   into  which  the  railwaj 
were  slowly  but  surely  drifting.    Whatever  the  cause,  the  rai 
ways   unquestionably  found   their  earnings   on   the   decline  and 
their  credit  steadily  on  the  wane.    The  situation   during  this 
period,  while  not  critical,  certainly  carried  the  signs  of  impend- 
ing crisis,  were  not  something  done  to  relieve  the  situation. 

"When  President  Taft  approved  the  Mann-Elkins  act  in 
1910  which  was  the  final  step  in  the  series  of  acts  conferring 
on  the  Commission  the  power  to  regulate  rates,  it  was  believed 
that  the  problem  of  railway  credit  was  solved.  As  a  matter  of 
fact,  it  was  no  nearer  solution  at  the  close  of  1917  than  at  the 
beginning  of  1910. 

"That  the  problem  was  fraught  with  danger  was  recognized 
by  many  students  of  the  railway  problem,  and  no  less  by  the 
railway  executives  themselves.  In  September,  1914,  a  commit- 
tee of  railway  .executives  waited  on  President  Wilson  and  laid 
before  him  the  facts  with  respect  to  the  declining  credit  of  the 
carriers  as  related  to  their  duty  to  furnish  efficient  service  to, 
the  American  public.  As  a  result  of  this  conference,  the  Pres- 
ident publicly  announced  his  willingness  to  'call  the  attention 
of  the  country  to  the  imperative  need  that  railway  credit  be 
sustained  and  the  railroads  helped  in  every  possible  way,  whether 
by  private  co-operative  effort  or  by  the  action,  wherever  feasible, 
of  government  agency.'  Be  continued:  'I  am  glad  to  do  so, 
because  I  think  the  need  very  real.' 

"Furthermore,  the  President's  annual  message  to  Congress 
in  December,  1915,  suggested  the  creation  of  a  commission  of 
inquiry,  'to  ascertain,  by  a  thorough  canvass  of  the  whole  ques- 
tion, whether  our  laws,  as  at  present  framed  and  administered, 
are  asserviceable  as  they  might  be  in  the  solution  of  the  (rail- 
way) problem.'  In  a  later  paragraph  the  President  called  the 
effort  to  solve  the  railway  problem  a  step  toward  'national  effi- 
ciency and  security.'  'In  this  (he  added)  we  are  not  partisans, 
but  heralds  and  prophets  of  a  new  age.' 

"In  response  to  this  recommendation  Congress,  in  1916, 
appointed  a  joint  committee  to  make  a  comprehensive  study  of 
the  transpotration  question.  Partly  because  of  the  death  of  its 
chairman,  Senator  Newlands,  and  partly  because  of  the  incep- 
tion of  government  control  of  the  railways,  no  formal  report 
was  ever  filed  by  the  committee. 

"This  very'  brief  survey  of  the  trend  of  railway  affairs  dur- 
ing the  periods  prior  to  and  succeeding  1910  indicates  how  the 
trend  had  changed,  from  one  that  was  inclined  upward  to  one 
that  was  discernibly  inclined  in  the  opposite  direction.  The 
entry  of  the  United  States  into  the  war,  followed  by  government 
operation  of  the  railways  a  few  months  later,  represented  a 
break  in  the  continuity  of  the  trend,  and  we  may  therefore 
skip  the  three  years  that  elapsed  between  December,  1917,  and 
September,  1920,  and  consider  the  prospects  for  the  future.  In 
doing  so,  let  us  place  ourselves,  to  quote  again  from  the  Presi- 
dent, 'not  in  the  attitude  of  partisans,  but  of  heralds  and  prophets 
of  a  new  age.'  That  we  have  entered  a  new  era  in  transporta- 
tion no  one  will  deny,  however  differently  we  may  view  the 
benefits  or  drawbacks  of  the  new  order. 

"Passing  over  the  period  of  federal  control,  over  the  transi- 
tion period  represented  by  the  guaranty  period  and  coming  down 
to  the  present  and  the  future,  what  elements  of  encouragement, 
if  any,  can  we  find  as  we  look  out  upon  the  uncharted  seas 
ahead  of  us? 


"In  the  first  place,  the  railways  have  survived  the  period 
of  government  operation  and  have  emerged  stronger  in  public 
opinion  than  ever  before.  There  is  no  question  in  my  mind  that 
for  the  present,  at  least,  the  American  people  have  had  their 
fill  of  the  government  in  industry,  and  that  the  railways  have  a 
clear  field  for  the  development  of  a  strong,  well  organized  in- 
dustry. This  gain  is  one  of  the  most  important  results  of  our 
entry  into  the  great  war. 

"In  the  second  place,  railway  managements  have  during  the 
past  four  years  been  learning  the  value  of  co-operation,  which 
will  mean  much  for  operating  efficiency  in  the  future.  Organ- 
ization of  the  railroads'  war  board  in  1917  as  a  voluntary  method 
of  forwarding  the  national  war  program,  was  an  important 
step.  On  the  theory  that  for  the  time  being  war  was  the  na- 
tion's business,  the  railway  companies  submerged  their  indi- 
vidual interests  and  unified  their  operations  into  one  continental 
system.  The  beneficial  effect  of  that  forward  step  in  railway 
co-operation  was  so  great  that  it  is  difficult  even  to  comprehend 
it.  The  period  of  federal  control  also  furnished  an  object  lesson 
of  the  value  of  co-operation,  so  that  today  we  have  the  spectacle 
of  a  fine  give-as-well-as  take  spirit  among  the  railway  companies, 
without  losing  any  of  the  benefits  of  a  healthy  rivalry.  The 
resulting  advantages  are  many  and  patent,  affecting  the  railways 
themselves,  their  employes,  efficiency  of  operation,  and  the  atti- 
tude of  the  public.  No  one  who  has  been  an  observant  spec- 
tator of  railway  affairs  for  the  past  few  years  can  fail  to  have 
been  impressed  with  the  growth  of  this  fine  spirit  of  co-operation. 
"In  the  third  place,  the  railway  managements  are  more  sen- 
sitive to  public  opinion  than  ever  before.  In  all  their  recent 
appearances  before  public  bodies,  the  railroad  representatives 
have  been  careful  to  emphasize  their  appreciation  of  the  public's 
stake  in  transportation  efficiency,  and  to  place  the  public  interest 
above  that  even  of  the  railway  owner  and  employe.  I  believe 
them  to  have  taken  this  position  in  all  sincerity,  and  not  be- 
cause they  considered  it  the  better  part  of  expediencey.  Con- 
trast this  with  the  different  attitude  of  many  railway  executives 
in  the  part,  and  one  can  see  how  far  we  have  traveled  toward 
a  clearer  understanding  of  the  railway  problem  by  the  railways 
themselves.  With  a  motto  of  'adequate  and  efficient  transporta- 
tion service,  the  first  consideration,'  the  future  of  railway  opera- 
tions cannot  but  be  brighter  than  the  record  of  past  years. 

"In  the  fourth  place,  the  railways  and  their  employes  are 
on  terms  of  a  better  understanding  of  each  other's  point  of 
view  than  for  some  time,  perhaps  better  than  ever  before.  I 
say  this  with  full  appreciation  of  the  present  strained  situation 
in  the  railway  labor  world,  from  which  I  feel  that  both  sides 
will  emerge  with  a  more  wholesome  respect  for  each  other. 
Railway  labor  has  learned  several  valuable  lessons  during  the 
past  year.  The  employes  discovered,  for  example,  that  the  pub- 
lic at  large  considers  its  own  interests  more  vital  than  that  of 
any  one  class.'  They  are  coming  to  realize  that  liquidation  of 
industry  cannot  come  unless  they  make  their  contribution  in 
the  shape  of  greater  efficiency  and  loyalty,  forego  special  privi- 
leges they  have  acquired  and  even,  if  necessary,  accept  a  lower 
wage  level  to  accord  with  lowered  living  costs.  But  the  lesson 
has  not  all  been  labor's  to  learn.  The  managements  see  labor's 
point  of  view  more  clearly  than  has  sometimes  been  the  case 
and  are  giving  the  interests  of  labor,  as  well  as  that  of  the 
general  public,  the  most  earnest  consideration.  This  has  taken 
various  forms,  such  as  a  greater  share  in  questions  of  manage- 
ment, as  on  the  Pennsylvania,  but,  whatever  the  form,  I  believe 
a  better  day  is  here  with  respect  to  the  so-called  'capital  and 
labor'  problem  on  the  railways.  What  that  will  mean  for  the 
future  efficiency  and  prosperity  of  the  railways  is  clear  without 
the  necessity  of  elaboration. 

"Last,  but  by  no  means  least,  a  new  era  in  transportation 
was  ushered  in  by  the  passage  of  the  transportation  act,  which 
has  now  been  effective  for  nearly  a  year.  You  are  all  familiar 
with  the  details  of  that  act,  and  I  need  refer  only  briefly  to  the 
four  principal  provisions  of  the  act  which,  in  my  opinion,  justify 
optimism  for  the  future.  For  the  first  time  in  history  the  in- 
vestor in  railway  securities,  without  whose  co-operation  not  a 
wheel  would  be  turning  on  the  railways  today,  has  his  invest- 
ment safeguarded  through  the  assurance  of  a  definite  rate  of 
return  on  his  investment.  Second,  operating  efficiency  is  as- 
sured through  the  provisions  giving  the  Commission  power  to 
require  honest,  efficient  and  economical  management;  also  the 
power  to  unify  certain  operations  in  times  of  emergency.  Third, 
the  interests  of  labor  are  assured  through  the  provisions  of 
orderly  procedure  in  the  case  of  wage  and  working  disputes. 
Fourth,  greater  efficiency  and  economy  are  foreshadowed  in  the 
provisions  of  the  act  relating  to  consolidation  of  the  many  rail- 
way properties  into  a  smaller  number  of  strong,  well  organized 
systems.  The  transportation  act  is  far  from  perfect,  or  even  a 
satisfactory,  legal  document;  in  some  respects  it  has  not  yet 
commenced  to  function,  while  in  other  respects  it  is  functioning 
only  partially,  or  at  least  faultily;  it  will  doubtless  be  amended 
again  and  again;  but  as  a  whole  it  points  the  way  to  a  much 
brighter  future  for  the  railways  than  they  could  foresee  five 
years  ago. 

"In  spite  of  many  serious  problems  still  remaining  to  be 
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solved,  and  many  obstacles  to  be  surmounted,  1  trust  that  this 
discussion  of  the  broader  aspects  of  the  problem  will  convince 
you.  as  It  has  already  convinced  me,  that  the  future  of  the  rail- 
way* is  brighter  today — taking  a  long  look  ahead— than  It  has 
been  at  any  time  during  the  past  ten  years." 


THE  ZONE  SYSTEM  IN  MICHIGAN 

i  Vddresa    by   George   C.    Conn.   Director  of   Trnfllc.    Bulck   Motor   Co.. 
heroic   thr   Transportation  Club  of  the   Flint    chamber  of 
i  '.i iiini, •!•,•.•,   Mini.    Mii-h..  February  3.) 

The  railroad  has  only  one  way  of  raising  money  for  opera- 
lion,  and  that  is  from  the  sale  of  transportation.  If  the  monies 
received  for  such  service  are  not  sufficient  to  meet  the  bills  and 
interest  on  bonded  debt,  the  railroad  is  bankrupt  and  a  bankrupt 
railroad  is  as  badly  off  as  a  bankrupt  individual. 

In  what  I  am  about  to  say,  please  understand  that  I  am  not 
pleading  for  any  railroad  in  particular  but  am  using  the  know- 
ledge which  came  to  me  in  the  railway  service  and  which  per- 
haps covers  some  details  not  heretofore  made  public. 

Hack  in  1916  the  rates  in  this  territory  were  very  low  com- 
pared with  any  others  in  the  country,  with  the  possible  excep- 
tion of  short  haul  rates  in  Ohio,  where  an  old  statute  law  was 
in  etl'ect. 

The  rates  were  not  only  low  but  the  operating  costs  neces- 
sarily high,  especially  the  item  of  fuel.  In  1916  about  15  per  cent 
ni  the  operating  cost  of  the  Pere  Marquette  Railway  was  for 
fuel.  In  addition  to  the  higher  cost  of  coal,  was  the  fact  that 
the  winters  were  much  more  severe,  necessitating  more  coal  per 
ton  of  traffic  moved,  compared  with  most  sections  of  the  country. 

Under  normal  conditions  this  would  have  been  bad  enough 
hut  the  local  conditions  in  Michigan  presented  a  serious  and 
unique  situation. 

If  you  will  look  for  a  minute  at  the  map  of  the  county,  you 
will  note  that  lower  Michigan  stands  out  absolutely  by  itself 
and  occupies  a  geographical  position  unlike  that  of  any  other 
state.  The  Upper  Peninsula  of  Michigan  is  very  thinly  settled 
and  the  freight  and  passenger  rates  are  both  on  a  higher  basis 
than  in  the  Southern  Peninsula  of  Michigan.'  Therefore,  in  dis- 
cussing this  matter  we  will  refer  to  the  Lower  Peninsula  of 
Michigan  as  "Michigan." 

It  is  almost  surrounded  by  the  Great  Lakes.  There  are  104 
towns  and  cities  in  the  state  reached  by  both  the  Great  Lakes 
and  the  railroads,  and  they  contain  about  one  third  of  the  popu- 
lation of  the  state.  With  Lake  Huron  on  the  east  and  Lake 
Michigan  on  the  west,  the  state  is  isolated  and  apart  from  its 
neighbors.  We  have  no  local  trade  of  any  account  to  the  east 
on  account  of  the  Canadian  customs  laws,  and  there  is  compara- 
tively little  interchange  trade  between  the  Southern  Peninsula 
<ii  Michigan  and  the  Northern  Peninsula,  which  moves  by  rail. 
For  about  seven  months  in  the  year  there  is  a  certain  amount 
of  trade  between  Detroit  and  the  points  in  the  Northern  Penin- 
sula, which  moves  by  water  on  account  of  low  rates,  but  there 
is  a  constantly  increasing  business  between  Chicago,  Milwaukee, 
Minneapolis  and  Duluth  into  the  Northern  Peninsula,  due  to 
better  transportation  facilities  than  can  be  secured  via  the 
Straits  of  Mackinac.  The  business  alliance  with  Minneapolis  is 
also  strengthened  by  the  fact  that  ihe  Minneapolis  Federal  Re- 
serve bank  has  jurisdiction  in  this  territory.  There  is  more 
or  less  interchange  of  traffic  between  the  state  of  Wisconsin  and 
lower  Michigan  handled  by  the  car  ferries  and  the  steamers 
on  Lake  Michigan,  but  this  is  not  heavy  traffic  compared  with 
that  which  moves  from  Chicago  and  Detroit  in  lower  Michigan. 

It  can,  therefore,  be  fairly  stated  that  a  greater  proportion 
of  the  traffic  of  lower  Michigan  moves  in  and  out  by  rail,  largely 
through  Port  Huron,  Detroit,  Toledo,  and  Chicago  gateways,  and 
in  this  respect  the  railroads  of  lower  Michigan  become"  a  dis- 
tributing and  originating  facility  for  their  connecting  lines. 
There  are  about  6,330  miles  of  railroads  in  southern  Michigan, 
and  a  population  under  the  census  of  1910  of  2,485,000,  or  392 
people  per  mile  of  railroad.  The  population  per  mile  of  road 
in  the  trunk  territory  east  of  Buffalo  is  889,  and  in  New  Eng- 
land, 1,389.  This  means  that  the  railroads  in  Michigan  have 
only  one  quarter  as  many  people  to  draw  business  from  as  the 
roads  in  New  England.  This  refers  to  freight  as  well  as  pas- 
sengers for  it  takes  people  to  produce  freight.  Many  of  the 
northern  counties  of  lower  Michigan  are  very  thinly  populated. 
There  are  several  counties  with  less  than  ten  people  to  the 
square  mile,  and  taking  the  counties  north  of  a  line  drawn 
from  Saginaw  to  Muskegon,  the  average  population  is  only  26 
people  to  the  square  mile.  In  these  same  counties,  according 
ro  the  Michigan  Commissioner  of  Public  Domain,  there  are  four 
million  acres  of  uncultivated  land.  This  would  give  50,000 
farmers  80  acres  each,  and  as  farmers  always  have  good  sized 
families,  this  would  mean  at  least  200,000  people  to  produce 
crops  and  buy  supplies. 

There  is  a  certain  amount  of  through  traffic  passing  across 
the  state  of  Michigan,  especially  on  the  lines  of  the  Michigan 
Central  and  Grand  Trunk.  The  through  traffic  which  passes  over 
the  Pere  Marquette  between  Chicago  and  trunk  line  points  via 
Niagara  Frontier,  shows  on  the  Chicago  reports  as  being  about 
2  per  cent  of  the  total  tonnage.  North  of  the  line  of  the  Pere 
.Marquette,  there  is  very  little  through  business,  and  that  mov- 


ing via  Ludington,  Frankfort  and  Mackinaw  City  to  trunk  line 
points  is  probably  less  than  5  per  cent  of  the  total  business 
through  the  city  of  Chicago. 

The  situation,  therefore,  comes  down  to  the  question  of 
what  originates  and  is  consumed  in  lower  Michigan,  and  on  a 
very  large  portion  of  this  business  the  lower  Michigan  roads, 
and  especially  the  Pere  Marquette  and  Ann  Arbor,  do  a  large 
amount  of  terminal  work  for  their  connecting  lines  east,  south 
and  west.  This  is,  perhaps,  well  illustrated  by  the  interchange 
with  the  Baltimore  &  Ohio  Railroad.  This  company  does  not 
have  any  mileage  in  the  state  of  Michigan  either  owned  directly 
or  indirectly.  At  the  same  time,  it  does  a  very  large  business 
in  the  state,  both  through  the  Toledo  gateway  and  through  UK 
Indiana  Junctions,  connecting  as  it  does,  with  the  Grand  Trunk, 
G.  R.  &  I.,  Pere  Marquette  and  other  north  and  south  lines.  For 
example,  for  the  year  ending  June  30, 1916,  they  received  (B.  &  O. 
and  C.  H.  &  D.  combined)  from  the  Pere  Marquette  210,550  tons  of 
freight,  and  delivered  to  the  Pere  Marquette,  largely  for  Michigan 
points,  525,000  tons.  On  a  very  large  proportion  of  this  business 
the  B.  &  O.  received  a  long  haul  and  the  Michigan  roads  a  short 
haul,  and  in  order  to  reach  the  consuming  points  in  Michigan, 
the  Pere  Marquette,  for  example,  was  obliged  to  make  three  or 
four  train  movements  retailing  the  business  out  one  car  at  a 
time,  whereas  it  moves  on  the  B.  &  O.  largely  in  train  loads 
for  two  junction  points.  This  puts  a  heavy  operating  burden 
on  to  the  Michigan  lines,  both  in  the  matter  of  train  movement 
and  in  the  matter  of  per  diem.  What  I  have  said  about  the  B. 
&  O.  is  equally  true  of  the  other  roads. 

It  must  not  be  overlooked  that  the  principal  roads  in  the 
territory  south  of  Michigan,  especially  Ohio  and  Indiana,  are 
on  the  great  highway  between  the  east  and  the  west,  and  the 
north  and  the  south.  They  got  a  large  amount  of  business  pass- 
ing north  and  south  to  and  from  Michigan,  and  a  very  large 
amount  of  business  east  and  west  originating  west  of  Indiana 
and  south  of  the  Ohio  River,  and  passing  to  trunk  line  territory 
each  of  Buffalo  and  Pittsburgh.  There  is  hardly  a  road  of  any 
size  in  the  Ohio  and  Indiana  territory  but  that  handles  a  con- 
siderable portion  of  through  business.  On  the  other  hand,  some 
of  the  Michigan  railroads  of  considerable  mileage  handle  very 
little  through  traffic.  Take  the  Detroit  &  Mackinac  Railroad 
for  example.  It  handles  absolutely  no  through  traffic.  The 
Manistee  &  North  Eastern  is  another  example.  There  are  sev- 
eral smaller  roads  that  are  purely  local  switching  roads,  handling 
no  through  traffic  and  depending  entirely  upon  the  larger  rail- 
roads in  Michigan  for  their  equipment  and  service. 

It  should  also  be  kept  in  mind  that  a  very  considerable  por- 
tion of  traffic  coming  into  Michigan  is  coal,  and  a  large  pro- 
portion of  this  is  in  open  cars  very  many  of  which  are  obliged 
to  go  back  to  junction  point  empty.  This  is  especially  true  of 
the  large  self-clearing  gondolas.  This  means  a  large  empty  car 
mileage  for  the  Michigan  railroads.  It  also  happens  that 
considerable  of  the  outbound  business  of  Michigan  is  made  up 
o£  fruit,  automobiles  and  other  light  and  bulky  articles,  many 
times  requiring  large  cars  or  cars  with  special  doors,  and  these 
often  times  have  to  be  handled  empty  from  the  junction  point 
to  the  industries  in  Michigan,  which  means  a  large  empty  car 
mileage. 

The  railroads  of  Michigan  have  so  many  branches  that  it 
is  hard  to  compare  their  location  with  that  of  some  of  the  roads 
further  south.  This  can  perhaps  be  illustrated  by  referring  to 
the  movement  of  a  carload  of  freight  from  Harbor  Beach  to 
Chicago,  about  425  miles,  compared  with  a  similar  movement 
on  the  Nickel  Plate  Railroad  from  Erie,  Pa.,  to  Chicago.  The 
car  from  Harbor  Beach  has  to  move  in  four  or  five  different 
trains,  whereas  a  car  from  Erie  to  Chicago  on  the  Nickel  Plate 
would  be  put  into  a  through  train  at  Erie  and  kept  intact  to 
destination,  there  being  no  operating  reason  for  setting  it  out 
at  any  point.  This  illustration  can  be  amplified  in  almost  any 
part  of  the  Michigan  territory. 

There  seem  to  be  three  principal  factors  which  operate 
against  the  transportation  situation  in  Michigan.  The  flrst  Is 
the  lack  of  density  of  traffic,  and  the  second  is  the  difficulties  of 
operation  due  to  the  climatic  conditions  and  the  large  number 
of  branch  lines.  If  they  cannot  get  the  density  of  traffic,  they 
certainly  must  have  higher  rates  on  such  traffic  as  they  do 
move. 

No  matter  what  rates  are  effective  in  Indiana  and  Ohio 
the  operating  conditions  in  Michigan  will  always  be  bad  in 
comparison  with  these  states. 

With  all  these  conditions  facing  the  Michigan  lines,  it  was 
thought  that  the  only  way  to  spread  the  burden  of  rate  increase 
was  to  slightly  raise  the  scale  of  rates  in  parts  of  lower  Michi- 
gan and  three  zones  were  proposed: 

Zone  A — embracing  all  points  on  and  south  of  the  main 
line  of  the  Michigan  Central  Railroad,  Detroit  to  New  Buffalo. 
The  reason  for  this  line  was  the  fact  that  the  New  York  Central 
Railroad  touched  Detroit,  Ypsilanti,  Jackson,  Battle  Creek  and 
Kalamazoo  and  they  did  not  see  how  they  could  carry  one  basis 
of  rates  in  Ohio  and  Indiana  and  another  in  Michigan. 

Zone  B — extended  from  Zone  A  to  a  line  running  from 
Port  Huron  through  Bay  City,  Midland  and  Greenville  to 
Muskegon. 

Zone  C— extending  from  Zone  B  to  the  Straits  of  Mackinaw 
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When  the  case  was  explained  to  the  Interstate  Commerce 
Commission  it  not  only  approved  the  plan  but  separated  Zone 
C  into  two  zones. 

To  and  from  each  of  these  zones,  the  interstate  rates  were 
graded  up  from  Zone  A  and  the  Increase  over  the  regular,  or 
Zone  A,  rates  went  to  the  Michigan  roads  on  account  of  their 
disability. 

These  differences  were  slight  compared  with  the  general 
rate  increases  since  ordered  by  the  government  and  I  am  not 
convincd  that  it  is  possible  to  determine  whether  or  not  any 
serious  results  have  come  from  the  zone  system. 

The  real  point  is  this:  If  the  revenues  now  derived  by  the 
Michigan  roads  from  the  zone  system  of  rates  are  taken  from 
them,  what  plan  is  to  be  substituted  to  bring  the  same  results? 

If  we  cripple  the  Michigan  railroads  by  cutting  off  their 
earnings  without  also  providing  some  way  of  reimbursement, 
nothing  will  be  gained,  because  crippled  railroads  can  not  give 
good  service  and  furnish  necessary  facilities. 

Of  course,  under  the  recent  railway  legislation,  the  Com- 
mission can  fix  the  division  of  earnings  and  this  is,  so  far  as  I 
can  see,  the  only  means  of  protecting  the  carriers  in  this  state. 

It  must  not  be  taken  as  a  foregone  conclusion  that  the 
present  system  of  divisions  is  wrong  and  that  a  re-adjustment 
can  be  had  for  the  asking. 

The  New  England  railroads  are  now  before  the  Commission, 
with  a  case  of  this  kind.  If  the  present  divisions  allowed  the 
New  England  roads  are  found  to  be  insufficient  and  a  re-adjust- 
ment is  ordered,  it  means  that  roads  like  the  Grand  Trunk, 
Fere  Marquette,  Ann  Arbor  and  other  Michigan  lines  must  de- 
crease their  proportions  to  pay  the  New  England  lines. 

If  this  question  of  the  zone  rates  is  to  come  up  by  com- 
plaint before  the  Commission,  careful  consideration  should  be 
given  at  the  same  time  to  the  best  method  of  protecting  the 
Michigan  roads  by  re-adjustment  of  percentages  or  divisions, 
for,  if  this  is  not  done,  it  will  simply  throw  them  back  into  the 
same  relative  position  as  they  were  in  1916  when  nearly  every 
road  in  the  state,  except  the  Michigan  Central,  was  in  a  bad 
way  financially — and  the  Michigan  Central  would  have  been 
just  as  badly  off  had  it  not  been  for  its  through  business  and 
rich  relations. 

What  do  the  people  and  industries  of  Michigan  most  need 
from  their  railways? 

Remember  we  are  running  on  an  ebb  tide  in  business  and 
must  not  forget  that  the  present  recession  is  only  temporary. 

What  may  we  expect  when  the  tide  turns? 

The  railroads  are  not,  as  a  rule,  buying  new  cars.  Pew  of 
them  are  even  making  any  inquiry  regarding  equipment. 

None  of  the  Michigan  railroads,  with  the  possible  exception 
at  the  Michigan  Central,  is  properly  equipped  to  handle  the 
natural  increase  of  business  in  the  next  five  years.  Compared 
with  some  of  the  eastern  roads  their  facilities  are  very  limited 
and  the  only  reason  for  this  condition  is  that  they  have  not  had 
the  money. 

History  will  repeat  itself  and  when  the  flood  tide  of  busi- 
ness comes  we  will  have  worse  than  the  former  car  shortages, 
congested  yards  and  scarcity  of  power. 

In  this  city  we  need  heavy  expenditures  by  both  railroads. 
A  recent  number  of  the  Flint  Saturday  Night,  told  at  some 
length  of  the  city's  transportation  needs.  It  will  cost  more  than 
a  million  dollars  to  give  Flint  what  is  needed  today,  to  make 
our  service  ample  and  our  streets  safe. 

Where  is  the  money  coming  from? 

There  is  a  homely  saying  that  "you  can't  get  blood  from  a 
turnip,"  and  in  this  instance  you  can't  get  money  from  railroads, 
if  they  do  not  earn  it. 

No  doubt  some  specific  rates  are  too  high  and  require  re- 
adjustment for  the  mutual  benefit  of  the  public  and  railroads 
because,  rates  which  are  prohibitive  never  produce  revenue. 
These  can  be  reviewed  and  adjusted. 

Those  who  worked  out  the.  zone  system  in  1916  knew  it 
was  not  a  perfect  solution  but,  at  the  time,  it  was  the  best  that 
could  be  suggested.  It  took  weeks  of  thought  and  careful  study 
by  the  railroad  people,  and  a  long  time  by  the  Commission,  to 
get  for  the  railroads  this  partial  relief. 

If  someone  now  has  a  better  plan  for  helping  the  present 
general  rate  situation  and  can  work  out  some  logical  way  of  re- 
ducing the  rates  and  at  the  same  time  producing  sufficient 
revenues  to  provide  new  cars  and  improved  facilities,  we  should 
all  welcome  such  an  effort,  but  it  should  be  along  constructive 
lines  with  an  eye  always  on  the  final  results  to  the  shipping 
and  traveling  public. 


EXPORT    OF    LOCOMOTIVES 

Total  exports  of  steam  locomotives  from  the  United  States 
in  1920  numbered  1,711,  valued  at  $53,629,847,  an  increase  over 
the  exports  in  1919,  which  were  959,  valued  at  $30,275,728,  ac- 
cording to  the  annual  report  of  the  Locomotive  Export  Associa- 
tion filed  with  the  Federal  Trade  Commission.  Large  orders 
were  secured  in  Belgium  and  Roumania.  Before  the  war,  the 
report  stated,  Great  Britain  and  Germany  controlled  the  European 
locomotive  market,  but  in  recent  years  the  United  States  has 
been  the  only  country  prepared  to  ship  locomotives  in  quantity. 


.   PUBLIC  SERVICE  TODAY  AND 
TOMORROW 

(Address  by  Alexander  Forward,  of  the  Virginia  Corporation  Commis- 
sion, before  the  Association  of  Commerce,  Roanoke,  Va..  Jan.  25.) 

*  *  *  A  natural  outgrowth  of  the  Roanoke  spirit  is  the 
formation  and  preservation  of  the  traffic  association  in  which 
you  come  together,  discuss  your  mutual  problems  and,  in  a 
spirit  of  helpfulness  and  co-operation,  get  together  for  your 
own  good  and  to  aid  the  community  in  which  you  live  and  do 
business.  There  is  not  anything  finer  than  such  a  spirit.  There 
is  a  delightful  story  of  Charles  Lamb.  It  is  said  that  once 
in  his  small  domestic  circle,  when  a  man's  name  was  mentioned, 
Lamb  said  with  some  vehemence,  "I  hate  that  man." 

"Why,"  said  his  friend,  in  surprise,  "you  don't  know  him." 

Replied  Lamb,  "Of  course,  I  don't  know  him.  I  could  not 
hate  a  man  I  know." 

The  fact  that  almost  anybody  we  dislike  at  a  distance  be- 
comes likable  and  understandable  upon  acquaintance  is  such  a 
truism  as  not  to  need  statement.  So  that  is  my  text — "You 
can't  hate  a  man  you  know." 

In  order  to  discuss  intelligently  "Public  Service  Today  and 
Tomorrow,"  one  must  necessarily  take  a  glance  at  yesterday. 
There  is  no  way  to  judge  the  future  except  by  the  past. 

First,  the  railroads.  Before  the  beginning  of  the  World 
War  the  rail  carriers  of  America  were  marvels  of  speed,  luxury 
and  efficiency.  Anybody  who  has  traveled  on  any  other  coun- 
try's railroads  know  that  this  is  true.  Then  came  the  war,  and 
the  great  strain  of  carrying  the  vastly  increased  commerce  for 
the  allied  armies  and  civilian  populations.  When  we  entered 
the  conflict  the  strain  was  tremendously  increased.  The  Presi- 
dent took  over  the  rail  lines  and  they  continued  under  govern- 
ment operation  until  March  1,  1920. 

Post  mortems  as  to  the  way  we  carried  on  the  war  or 
ran  the  railroads  can  be  of  little  value  except  to  point  out  mis- 
takes which  must  be  avoided  in  future.  One  mistake  was  fail- 
ure on  the  part  of  the  government  to  charge  sufficient  rates 
to  make  the  railroads  pay  their  own  expenses  and  the  guaranteed 
earnings.  The  25  per  cent  freight  rate  increase  given  by  Di- 
rector-General McAdoo  was  not  sufficient  to  pay  the  increased 
wages  granted  by  him,  let  alone  all  the  other  mounting  costs 
of  operation,  which  went  up  as  fast  as  your  expenses  and  mine. 
As  a  result,  the  government  lost  millions  every  month,  and  the 
Treasury  is  strained  and  empty  today  because  of  this  great 
deficit.  We  all  have  to  pay  out  of  our  general  treasury  when 
the  cost  of  operating  the  roads  could  have  been  distributed  over 
the  nation's  commerce.  Mr.  McAdoo  or  Mr.  Hines  could  have 
raised  the  rates  at  any  moment,  and  Heaven  knows  why  they 
didn't  do  it. 

The  next  mistake  of  government  operation  was  in  the  estab- 
lishment of  an  oligarchy  at  Washington.  The  Directors-General 
surrounded  themselves  with  men  of  ability  and  character  for 
the  most  part,  but  every  drop  of  whose  blood  was  railroad  blood, 
who  looked  out  on  the  world  through  railroad  eyes,  who  lis- 
tened with  railroad  ears,  whose  thoughts  were  railroad  thoughts. 
What  chance  did  an  ordinary  shipper  have?  These  Railroad 
Administration  officials  were  not  to  be  blamed;  they  were  neces- 
sarily responsive  to  their  training. 

All  of  us  who  tried  to  be  heard  in  those  days  can  recall 
our  experiences.  Arbitrary  rate  increases  were  made  which  put 
people  entirely  out  of  business.  Some  shippers  were  ruined 
and  their  plants  closed.  The  anxious  applicant  for  readjust- 
ments at  Washington  was  referred  by  Mr.  Jones  to  Mr.  Smith, 
by  Mr.  Smith  to  Mr.  Brown,  by  Mr.  Brown  to  Mr.  Robinson. 
Perhaps  if  he  were  sufficiently  persistent  he  might  get  some- 
body to  listen  to  him.  If  by  a  miracle  he  secured  a  ruling  in 
his  favor,  it  was  practically  impossible  to  have  it  put  in  effect. 
He  would  be  promised  something  would  be  done  next  Wednes- 
day, or  next  Friday  week  at  10  o'clock,  but  nothing  was  done. 

I  do  not  say  that  honest  efforts  were  not  made  to  learn 
the  side  of  the  helpless  shipper  and  consignee.  District  com- 
mittees were  formed  and  the  Division  of  Public  Service  was 
organized  in  Washington.  The  committees  were  topheavy  with 
railway  traffic  men,  and  if  Mr.  Max  Thelen  could  speak  he  would 
a  tale  unfold  about  how  he  didn't  get  things  done. 

Now,  when  the  war  was  well  over,  and  the  President  was 
ready  to  return  the  carriers  to  their  owners,  there  was  much 
to  be  considered.  In  the  first  place,  the  railroads  were  physic- 
ally in  poor  condition.  The  Railroad  Administration  had  al- 
lowed them  to  run  short  thousands  of  locomotives  and  scores 
of  thousands  of  freight  cars,  and  a  large  percentage  of  the 
rolling  stock  on  hand  was  in  bad  order.  The  railroads  had  no 
credit  with  which  to  buy  more  equipment  because  they  were 
losing  money  by  the  million,  and  you  cannot  borrow  money 
when  the  lender  knows  you  are  doing  business  at  a  loss.  So 
Congress  provided  a  law,  the  transportation  act  of  1920,  more 
generally  known  as  the  Esch-Cummins  law,  by  which  the  Inter- 
state Commerce  Commission  was  directed  to  give  the  railroads 
such  rates  as  would  allow  them  to  earn  on  average  6  per  cent 
on  whatever  amount  the  Interstate  Commerce  Commission  should 
decide  was  a  fair  valuation.  Remember  that  individual  rail- 
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roads  were  not  guaranteed  anything  at  all,  and  while  Home  lines 
will  earn  more  than  6  per  cent,  others  are  not  making  and 
cannot  make  expenses  at  the  present  rates.  Every  railroad  has 
an  incentive  to  economy  and  efficiency  in  operation,  so  as  to 
make  its  public  service  profitable  and  restore  its  credit. 

We  all  know  the  increases  that  resulted.  The  rates  are 
oil  en  burdensome.  I  do  not  know  that  there  could  have  been 

eneral  readjustment  all  at  one  time,  but  I  wish  there  could 
have  been,  so  that  everything  could  have  come  down  together — 
groceries  and  dry  goods  and  clothing  and  shoes  and  labor.  Then 
we  need  not  have  raised  the  rates,  except  perhaps  in  small 
measure.  There  has  indeed  been  a  vicious  cycle.  The  rail- 
roads are  not  as  well  off  now  under  the  high  rates  as  they  once 
were  under  much  lower  rates.  Labor  is  not  as  well  off  now 
as  when  lower  wages  and  lower  prices  prevailed.  I  hope  for  a 
reduction  In  rates  and  in  costs  of  operation. 

But  I  would  say  that  the  imposition  of  the  Pullman  sur- 
rharge  was  best  and  fairest  of  all  the  increases.  It  has  every 
element  of  justice.  Ever  since  the  beginning  of  Pullman  travel 
the  people  who  crowd  in  day  coaches  and  sit  up  all  night  in 
them  have  had  to  help  pay  the  cost  of  carrying  those  who  ride 
in  luxury  in  the  Pullman  cars.  The  palace  car  rider,  each 
using  but  one-twentieth  of  the  space  in  the  car,  has  been  pay- 
in.?  no  more  to  the  railroads  than  the  people  herded  in  day 
coaches  who  only  get  one-sixtieth  of  the  space.  The  palace 
cars  are  heavier,  too,  and  cost  more  to  pull.  Still  it  is  no  luxury 
to  spend  night  after  night  in  a  sleeping  car,  and  I  feel  for  the 
traveling  men  who  have  to  do  it. 

Summing  up  the  Esch-Cummins  act  and  the  Interstate 
Commerce  Commisison's  administration  of  that  measure,  one 
is  reminded  of  the  famous  saying  of  Dr.  Samuel  Johnson  about 
the  dog  who  had  been  taught  to  walk  on  his  hindlegs — that 
he  did  not  do  it  very  well,  but  the  wonder  was  it  could  have 
been  done  at  all. 

Mr.  H.  G.  Wells,  in  his  recent  book,  "Outline  of  World 
History,"  says  that  the  most  romantic  moment  in  all  history 
was  when  the  creatures  that  populated  the  world,  and  had  lived 
millions  of  years  in  the  water,  decided  to  go  ashore  for  a  walk 
and  began  to  grow  the  rudiments  of  legs.  I  think  the  greatest 
moment  in  American  railroading  was  not  when  the  last  spike 
was  driven  connecting  the  Atlantic  and  Pacific,  but  when  the 
railway  ofllcial  and  the  shipper  found  out  most  vexing  questions 
could  be  settled  by  discussion  across  the  table.  It  took  the 
idea  some  time  to  grow  after  it  was  born,  but  it  is  growing  up. 
You  can't  hate  a  fellow  you  know. 

The  general  attitude  has  changed.  For  example,  when  the 
Virginia  commission  was  requested  last  summer  to  grant  the 
same  rate  increases  in  this  state  as  already  authorized  by  the 
Interstate  Commerce  Commission,  there  was  not  a  single  voice 
in  this  state  against  the  general  increase.  On  the  contrary, 
we  had  petitions  from  commercial  bodies  and  letters  from  many 
shippers  urging  us  to  increase  the  rates,  so  that  the  railroads 
could  get  back  to  pre-war  efficiency. 

Take  the  other  side  of  it.  We  all  know  that  there  was  a 
time  when  some  railroad  men  considered  the  public  as  natural 
enemies.  The  assets  of  some  railroads  were  made  the  football 
of  high  finance  and  the  public  interest  was  sacrificed  and  some- 
times wrecked  by  freebooters  who  "took  whate'er  they  might 
require."  I  do  not  propose  to  recount  the  category  of  crimes 
nor  to  repeat  the  indictment  pronounced  against  the  New  York, 
New  Haven  &  Hartford  by  the  Interstate  Commerce  Commis- 
sion. Those  were  other  days,  and  the  modern  railroad  man 
is  not  to  be  blamed  for  them. 

Your  modern  railway  official  does  his  level  best  to  make 
his  line  serve  its  people  to  the  very  limit  of  human  ability. 
He  wants  to  know  what  he  can  do  in  the  way  of  improvement. 
He  does  not  resent  constructive  criticism.  He  co-operates.  I 
am  glad  I  can  say  in  all  candor  and  all  honesty  that  the  Norfolk 
&  Western  Railway  has  a  record  in  this  respect  second  to  none 
in  the  United  States. 

The  public,  too,  has  changed.  People  realize  that  railway 
men  are  human  like  themselves.  Corporation  baiting  is  no 
longer  a  popular  occupation.  The  people  will  no  longer  listen 
to  the  demagogue  who  tries  to  carry  himself  into  power  by 
reckless  and  senseless  denunciation  of  organizations  serving 
the  public  needs.  Like  Othello,  his  occupation's  gone.  Only 
a  few  months  ago,  I  read  in  a  Virginia  paper  the  reported  state- 
ment of  a  candidate  for  office  in  discussing  public  utilities  In 
his  city,  "I  am  for  the  people  and  against  the  corporations." 
His  kind  becomes  scarcer  every  year,  for  the  people  know  that 
under  public  regulation  the  interest  of  the  public  service  cor- 
poration and  the  interest  of  the  public  are  identical,  and  that 
he  who  is  against  the  public  service  corporation  is  against  the 
people  and  not  for  them.  No  railroad  man  can  say  or  practice 
"the  public  be  damned"  and  hold  his  job.  There  may  be  here 
and  there  one  or  two  railroad  men  of  the  old  school  who  will 
immediately  set  themselves  in  opposition  to  anything  anybody 
suggests  outside  of  their  organization,  but  the  natural  course 
oi  events  will  at.  an  early  day  push  them  to  one  side. 

The  transportation  act  of  1920  is  still  in  swaddling  clothes, 
needs  much  nurture  and  much  direction.  Doubtless  it  has  its 


defects  and  there  is  probably  no  single  individual  in  the  United 
States  who  would  not  change  It  In  some  respects  If  he  could 
It  is  on  trial.  The  railroads'  managements  are  on  trial.  The 
labor  unions  are  on  trial.  The  traffic  associations  are  on  trial. 
Regulatory  bodies  are  on  trial.  As  a  law  it  deserves  a  most 
reasonable  and  indeed  a  co-operative  effort  to  make  It  go. 
Figures  already  demonstrate  a  great  advance  In  operating  effi- 
ciency by  the  carriers  of  the  country  generally  since  the  first 
day  of  last  March. 

The  public  service  of  tomorrow  will  and  must  be  based  on 
a  spirit  of  co-operation.  There  are  two  sides  to  a  question. 
You  can't  hate  a  side  you  know. 

To  what  extent  we  may  expect  consolidations  of  railroad 
systems  in  the  near  future  it  is  now  rather  Idle  to  speculate. 
It  is  evident  that  the  Interstate  Commerce  Commission  is  ap- 
proaching this  part  of  the  duties  and  responsibilities  vested  in 
it  with  extreme  caution,  and  properly  so.  It  is  possible  that 
certain  features  of  unification  as  practiced  during  government 
operation  will  be  revived,  especially  in  the  direction  of  attach- 
ing weak  and  illy  equipped  carriers  to  strong  systems,  so  as  to 
enable  them  to  properly  develop  the  territory  in  which  they 
operate. 

On  the  subject  of  consolidation,  the  wisdom  of  the  recent 
decision  of  the .  Interstate  Commerce  Commission  in  permitting 
the  express  companies  to  continue  permanently  the  temporary 
consolidation  effected  in  war  time,  remains  to  be  demonstrated. 
I  have  my  doubts.  *  *  * 

Public  service  tomorrow  will  include  lines  of  motor  trans- 
portation from  farm  to  markets  and  railroad  stations  over  the 
highways  of  the  nation.  This  will  be  developed  more  rapidly 
with  the  inevitable  drift  to  smaller  acreage  and  more  intensive 
farming.  American  ingenuity  will  solve  the  difficulties  in  the 
way  and  will  provide  methods  of  transportation  from  the  pro- 
ducer to  the  distributing  points  so  that  the  farmer  will  not 
be  obliged  to  finance  the  transportation  from  his  point  of  pro- 
duction. Doubtless  further  public  regulation  will  be  the  natural 
outgrowth  of  this  development. 

The  most  palpable  danger  of  the  times  is  the  tendency  to 
rely  upon  written  law  as  a  cure  for  every  ill  in  life.  We  seem 
to  think  that  all  that  needs  to  be  done  is  to  pass  a  law  and 
whatever  evil  or  abuse  or  undesirable  condition  exists  will  be 
removed  instanter.  There  is  no  law  that  will  work  by  itself, 
and  there  is  no  state  law  that  can  change  our  economic  law. 
Legislation  should  be  flexible,  so  that  it  may  be  adapted  to  the 
individual  situation  that  may  arise.  Give  your  public  repre- 
sentatives the  power  and  let  them  exercise  the  discretion  and 
the  latitude  that  the  case  in  hand  requires. 

Public  service  tomorrow  from  the  standpoint  of  regulation 
will  be  further  localized  instead  of  further  centralized.  No  mat- 
ter how  much,  for  instance,  centralization  of  railroad  regula- 
tion may  be  carried  on  at  Washington,  there  must  inevitably 
be  informed  and  sympathetic  touch  with  conditions  in  individual 
states  and  sections  of  states.  As  former  Director-General  Hines 
at  the  close  of  his  administration  said  from  the  heart  and  with 
profound  conviction,  "This  country  is  too  big  to  be  run  from 
Washington." 

Public  service  tomorrow  will  be  largely  dependent  upon  the 
work  of  traffic  clubs  and  chambers  of  commerce.  Everybody 
must  realize  that  it  is  the  people  who  use  the  railroads  who  pay 
the  railwaymen's  wages  and  the  profits  and  satisfied  patrons 
are  essential  to  the  maintenance  of  adequate  rates  so  that  good 
wages  can  be  paid  and  efficiency  maintained. 

Before  the  days  of  the  world  war  the  observer  witnessed 
a  growing  spirit  of  co-operation,  the  lack  of  which  is  now  to  be 
greatly  deplored.  Bodies  such  as  this  met  for  counsel  and  mu- 
tual understanding.  Local  chapters  of  the  American  Institute 
of  Banking,  associations  of  jobbers  and  retailers,  organizations 
of  crafts,  showed  an  ever-growing  disposition  to  meet  and  talk 
things  over.  Even  trade  secrets  were  willingly  revealed  in  these 
meetings  to  opposing  interests  in  the  general  realization  that 
what  helps  one  must  help  all.  The  war  seems  to  have  changed 
this  in  some  respects.  We  are  told  it  is  a  reaction  from  the 
strain  and  stress  and  from  the  sacrificial  features  of  prosecu- 
tion of  a  great  conflict.  Whatever  it  may  be,  there  has  been 
a  reversion  to 

The  grood  old  rule,  the  simple  plan. 
That  he  shall  take  who  has  the  power 
And  he  shall  keep  who  can. 

Civilization  can  proceed  on  no  such  basis.  Employer  and 
employe,  producer  and  consumer,  wholesaler  and  retailer,  mer- 
chant and  customer,  railroad  and  utility  and  public,  must  restore 
and  develop  the  spirit  uf  give  and  take,  of  mutual  co-operation 
and  sympathy  and  come  to  a  realization  of  the  fact  that  living 
is  only  worth  while,  individually  and  for  the  world,  when  a 
large  part  of  one's  rule  of  life  and  practice  lies  in  trying  to 
make  things  a  little  juster  and  a  little  fairer  for  the  other 
fellow.  Because,  no  matter  what  the  new  philosophy  would 
teach  us.  everyone  knows  in  his  heart,  that  might  never  made 
right:  that  too  much  power  is  bad  for  everybody,  in  the  indi- 
vidual or  in  the  mass,  and  that  you  cannot  hate  a  man  you 
really  know. 
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PACIFIC  EXPORT  RATES 

The  Tragic  World   Washington  Bureau 

At  the  request  of  the  Shipping  Board,  a  conference  was 
held  February  4  between  representatives  of  eastern  trunk  lines 
and  members  of  a  joint  committee  representing  the  Commission 
and  the  Shipping  Board,  to  discuss  the  possibility  of  the  two 
regulating  bodies  persuading  the  trunk  lines  to  concur  in  export 
rates  via  Pacific  ports  from  Trunk  Line  territory.  Commission- 
ers McChord  and  Teal  and  Vice-President  Fries  of  the  B.  &  O. 
headed  the  three  delegations  represented  in  the  conference. 
The  discussion  was  general  in  nature,  the  trunk  line  repre- 
sentatives being  reserved  in  their  utterances  and  faiilng  to  indi- 
cate that  they  had  any  plan  for  such  rates.  They  apparently 
are  still  standing  on  their  declination  to  join  in  the  rates  pro- 
posed by  the  transcontinental  carriers. 


SHIPMENTS    TO   JAPAN 

Information  'relative  to  the  preparation  and  shipment  of 
merchandise  for  Japan  is  given  in  a  report  to  the  Department  of 
Commerce  by  Trade  Commissioner  H.  A.  Butts  at  Tokyo. 

"In  view  of  the  difficulties  which  are  frequently  encoun- 
tered in  clearing  goods  through  the  Japanese  customs,  it  is 
advisable  that  exporters  to  Yokohama  become  acquainted  with 
the  causes  of  such  difficulties  and  with  the  methods  for  their 
elimination,"  he  says. 

"In  this  connection  it  is  not  generally  known  to  the  Ameri- 
can exporter  that  there  are  two  methods  of  taking  delivery  at 
Yokohama,  the  one  over  the  pier  and  the  other  over  the  ship's 
side  to  barge  for  delivery  to  the  warehouses  of  Tokyo  mer- 
chants. For  this  reason  the  Japanese  importer  considers 
advance  notice  of  the  shipment  of  goods  to  be  of  prime  import- 
ance. For  example,  the  following  recent  experience  of  a  Jap- 
anese corporation  is  cited:  A  consignment  of  33  miscellaneous 
pieces  of  machinery  were  shipped  from  New  York  to  the  Jap- 
anese company.  No  documents  upon  these  goods  had  been 
received,  and  their  arrival  was  not  expected  until  a  later 
steamer  than  the  one  on  which  they  came.  In  the  absence  of 
advance  information,  no  preparations  were  made  for  alongside 
delivery,  and  the  goods  were  consequently  landed  on  the  pier. 
A  conservative  estimate  of  the  increase  in  cost  to  handle  this 
material  over  the  pier  is  given  as  3.50  yen  per  40  cubic  feet. 

"It  is  suggested  that  the  American  agent  draw  up  and  have 
printed  standard  forms  for:  (1)  Invoices;  (2)  .packing  lists; 
(3)  statements  of  charges.  These  should  be  of  different  colors 
and  should  be  furnished  to  the  manufacturer  for  use. 

"A  shipment  mark  should  appear  on  all  documents,  i.  e.,  a 
ring  containing  the  consignee's  name,  the  destination,  and  the 
case  number.  Nothing  but  this  mark  and  the  dimensions  and 
weights  should  appear  on  the  cases.  If  an  address,  etc.,  are 
put  on,  it  will  tend  to  confuse  the  tallyman  and  result  in  his 
leaving  out  the  case  number  en  the  tally  sheet.  This  would 
make  it  impossible  to  identify  the  case  and  contents  from  such 
sheets. 

"Every  shipment  of  goods  to  Japan  should  be  accompanied 
by  the  following  seven  documents: 

"1.  Bills  of  lading,  as  issued  by  the  steamship  company. 

"2.  Invoices  should  be  made  out  by  seller  on  standard  forms 
supplied  by  the  American  agent.  These  should  show  net  pay- 
ment made  (i.  e.,  discount,  if  any,  should  be  noted  and  de- 
ducted). If  the  goods  are  free  samples,  or  for  other  reason 
there  is  no  charge  for  them,  invoices  should  still  be  made  out, 
so  stating.  Boxes  and  crates  should  be  charged  for  in  the 
invoice,  even  when  furnished  free  by  the  manufacturer,  who 
should  deduct  their  value  from  selling  price  and  list  in  invoice 
as  a  separate  item.  This  will  avoid  the  payment  of  duty  on 
cases  twice,  which  has  been  done. 

"3.  Packing  lists  should  be  made  out  by  manufacturer  on 
standard  forms,  furnished  by  American  agent.  These  should 
be  absolutely  legible,  even  to  a  foreigner,  and  absolutely  accu- 
rate. Packing  list  should  be  made  even  when  shipment  contains 
but  one  article,  and  nothing  whatever  should  be  in  a  package 
which  is  not  listed.  By  having  all  documents  appear  it  is  easy 
for  Japanese  officials  to  see  that  none  are  missing  or  withheld. 

"4.  Statement  of  charges  should  contain  all  items  in  the 
invoice  presented  to  the  bank  which  do  not  appear  in  the  invoice 
presented  by  the  manufacturer.  These  should  be  on  a  form  fur- 
nished by  the  American  agent. 

"5.  Marine  certificates,  as  issued  by  insurance  agent. 

"6.  Certificate   of  origin,   as   furnished  by  Japanese  consul. 

"7.  Cuts  or  catalogues  to  help  describe  nature  and  use  of 
goods  to  customs  officials. 

"It  is  believed  that  by  following  the  above  suggestions  the 
work  on  the  Japanese  end  will  be  materially  aided  at  the  ex- 
pense of  no  extra  effort  on  the  part  of  the  shipper." 


similar  notation  to  indicate  the  wishes  of  the  sender  in  case  the 
return  of  the  undeliverable  package  is  not  desired.  Packages 
v/nich  are  returned  from  Austria  as  undeliverable  are  subject 
to  the  payment  of  charges,  made  up  of  a  sum  equal  to  that 
originally  paid  for  postage  and  the  sum  due  for  "a  return  transit 
charge,"  imposed  by  the  Austrian  postal  administration,  varying 
from  40  to  55  cents  for  each  package,  according  to  its  weight. 


SHIPPING   BOARD  COAL  CONTRACT 

The  Shipping  Board  has  entered  into  a  year's  contract  with 
Dexter  &  Carpenter,  of  New  York,  for  the  delivery  at  the  port  of 
New  York  of  300,000  tons  of  soft  coal  at  $7.39  per  ton,  free  along- 
side ship.  Admiral  Benson  said  the  board  would  get  the  "bene- 
fit" of  any  changes  in  price  due  to  increases  or  decreases  in 
freight  rates  or  in  the  price  of  labor  at  the  mines.  All  other  coal 
bids  were  rejected. 

The  Shipping  Board  has  announced  it  will  receive  bids  on 
bunker  coal  until  February  28,  2  p.  m. 


OCEAN  GRAIN  RATES 

The  Traffic  World   Washington  Bureau 

The  Shipping  Board  announced,  Feb.  7,  that  the  question  of 
the  differential  between  grain  and  grain  products  had  been  under 
discussion  and  had  received  full  and  complete  consideration  by 
the  Board,  as  a  result  of  which  the  Board  had  determined  that 
rates  by  water  on  the  following  products — barley  in  bags,  corn 
in  bags,  cornmeal  in  bags,  corn  and  rye  flour  in  bags,  grits  in 
bags,  hominy  feed  in  bags,  oatmeal  in  bags,  pot  barley  in  bags, 
and  starch  and  dextrine  in  bags — should  be  the  same  as  those 
contemporaneously  maintained  on  wheat  flour  in  bags. 


AMERICAN  MERCHANT  MARINE 

The  Traffic  World  Washington  Bureau 

A  joint  resolution  of  the  state  legislature  of  Washington 
urging  that  the  American  merchant  marine  Be  retained  under 
the  American  flag  and  that  it  be  manned  solely  by  American 
citizens,  and  that  provision  be  made  for  training  American  sea- 
men, was  submitted  to  the  Senate  February  4  by  Senator  Jones, 
of  Washington. 

"The  shipping  interests  of  foreign  nationse  are  resorting  to 
every  practice  to  cripple  the  American  merchant  marine,"  the 
resolution  stated,  "and  actual  experience  has  proven  that  the 
subjects  or  former  subjects  of  these  countries  who  are  now  em- 
ployed on  American  ships  discriminate  whenever  possible  against 
the  young  Americans  who  work  under  them  and  are  attempting 
in  every  conceivable  way  to  drive  these  Americans  off  the  ships, 
and  that  unless  the  Shipping  Board  continues  to  assist  more 
young  Americans  to  go  to  sea  and  replace  this  element  they  will 
ultimately  be  successful  in  their  efforts  and  the  American  mer- 
chant marine  will  be  manned  solely  by  men  of  foreign  birth,  as  it 
was  prior  to  the  great  war. 

"The  recruiting  service  of  the  United  States  Shipping  Board 
has  during  the  two  and  one-half  years  of  its  existence  on  the 
Pacific  coast  actually  succeeded  in  reducing  the  percentage 
of  alien  seamen  sailing  out  of  the  port  of  Seattle  on  American 
ships  from  60  per  cent  to  36  per  cent  and  is  steadily  continuing 
such  reduction  by  replacing  such  aliens  with  young  Americans 
trained  in  the  service,  and  is  performing  a  similar  work  in  con- 
nection with  the  licensed  personnel  of  such  ships  by  means  of 
its  engineering  and  navigation  schools  conducted  at  the  Uni- 
versity of  Washington  and  at  other  points  throughout  the 
country,  where  young  Americans  with  a  requisite  amount  of  sea 
experience  are  prepared  for  their  examinations  for  a  license. 

"It  is  the  belief  of  your  memorialists  that  the  vessels  of  the 
American  merchant  marine  must  be  manned  and  officered  by 
Americans  if  these  ships  are  to  be  operated  profitably  and  suc- 
cessfully in  competition  with  the  ships  of  other  nations,  which 
are  manned  by  men  who  owe  sole  allegiance  to  the  flag  under 
which  they  sail." 


PARCEL   POST    FOR   AUSTRIA 

Acting  in  behalf  of  the  Vienna  office,  the  Post  Office  De- 
partment at  Washington  requests  that  senders  of  parcel-post 
packages  consider  the  marking  of  packages  for  Austria  with  the 
notation,  "If  undelivprahle,  deliver  to  the  poor,"  or  with  some 


EXPORT  BILL  OF  LADING 

The  Traffic  World   Washington  Bureau 

In  a  brief  submitted  in  behalf  of  the  International  Mercan- 
tile Marine,  operating  the  American  Line;  Munson  Steamship 
Line;  Elwell  Lines;  Independent  Steamship  Company;  Norton 
Lily  &  Co.,  doing  business  as  the  Isthmian  Line  to  the  Mediter- 
ranean ports,  and  the  Norton  Line  to  South  America,  counsel 
for  the  maritime  interests  have  denied  the  power  of  the  Com- 
mission to  require  the  ocean  carrier  to  participate  in  any  par- 
ticular bill  of  lading,  holding  that  its  power  is  limited  to  making 
rules  and  regulations  to  prescribe  the  form  of  a  through  bill  of 
lading  to  be  issued  by  the  railway  carrier  in  which  the  ocean 
carrier  may  choose  to  join.  The  brief  denying  the  power  was 
filed  in  No.  4844,  "Bills  of  Lading — Export  Bill." 

The  brief  is  a  discussion  of  the  proposals  put  forward  by  the 
Naional  Industrial  Traffic  League  which  were  discussed  at  a 
conference-hearing  in  Washington,  November  15-16.  Counsel  for 
the  ocean  carriers  submit  that  the  Commission  is  merely  an  ad- 
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minis! rat ive  body  and  is  not  empowered  either  to  make  or  state 
hiw  for  ocean  carriers,  but  merely  to  regulate  the  form  of  the 
bill  of  lading  the  inland  carrier  may  offer  and  in  which  the  ocean 
;iT  may  join  If  it  chooses. 

Counsel  for  eastern  carriers,  in  a  brief  in  the  domestic  bill 
Mlini;  part  of  the  same  case,  discuss  suggestions  made  at 
ih>    hearing  before  Commissioner  Woolley  at  Chicago,   Decem- 
18.     Before  taking  up  the  suggestions  there  made,  the  at- 
torneys for  the  eastern  roads  reiterate  their  position,  which  is 
that  the  Commission  has  not  the  jurisdiction,  even  over  the  do- 
i  ic  bill,  that  has  been  assumed,  if  the  jurisdiction  is  asserted 
to  cover  the  substance  of  the  bill.    They  cite  the  Alaska  Steam- 
ship case,  as  authority  for  their  contention. 


BOARD'S  COAST-TO-COAST  POLICY 

The  Traffic  World  Washington  Bureau 

The  hearing  before  the  Shipping  Board,  February  7,  relative 

shipping  Board  tonnage  in  the  intercoastal  trade  resolved 

If  practically  into  a  discussion  of  whether  or  not  the  Ship- 
ping Board  should  compete  with  privately  owned  and  operated 

inship  lines  in  that  trade.  At  the  conclusion  of  the  con- 
ference, Admiral  Benson  indicated  the  board  would  not  change 
its  policy  with  respect  to  the  coast-to-coast  trade  as  exemplified 
y  its  action  in  allocating  five  vessels  to  the  North  Atlantic  & 
Western  Steamship  Company,  which  was  organized  in  1919  and 
which  has  established  services  from  Portland,  Me.,  Boston  and 
Philadelphia  to  Pacific  coast  points. 

Opposition  to  the  board  allocating  vessels  to  the  intercoastal 
trade  was  voiced  by  Harris  Livermore,  appearing  for  the  United 
American  Lines  and  the  Luckenbach  lines.  He  said  the  ton- 
nage of  private  companies  in  the  coast-to-coast  trade  was  ample 
to  meet  the  demands  in  that  trade.  If  that  were  not  the  situa- 
tion, he  said,  there  might  be  some  justification  for  the  board 
entering  that  field. 

Considerable  discussion  was  precipitated  by  members  of  the 
board  with  regard  to  the  withdrawal  of  the  American-Hawaiian 
Line,  operated  by  the  United  American  Company,  which  is  con- 
trolled by  the  W.  A.  Harriman  interests,  from  the  intercoastal 
trade  in  1915  because  of  the  demand  for  tonnage  in  the  European 
war  trade.  This  withdrawal  was  disastrous  to  Pacific  coast 
shippers,  Commissioner  Sutler  said.  Commissioner  Thompson 
asked  whether,  if  the  same  conditions  developed  as  in  1915,  the 
company  would  again  abandon  the  intercoastal  service.  Mr.  Liv- 
ermore said  he  did  not  know  that  the  company  would  do  that. 
He  said  the  quetsion  resolved  itself  into  whether  the  board  de- 

1  to  penalize  the  company  for  what  had  happened  five  years 
ago. 

Mr.  Livermore  said  because  of  depressed  conditions  in  ocean 
tialllc,  his  company  was  attempting  to  recoup  by  entering  the 
coast-to-coast  trade. 

Reported  statements  by  W.  A.  Harriman  that  he  would  start 
a  rate  war  unless  the  board  withdrew  its  vessels  from  the  trade 
were  brought  up  by  Commissioner  Thompson,  who  inquired  as 
to  the  wisdom  of  such  a  course  of  action.  Mr.  Livermore  said 
he  could  not  speak  for  Mr.  Harriman,  but  that  business  might 
pick  up  if  that  were  done,  although  he  did  not  think  a  rate  war 
would  be  advisable.  He  added  that,  while  he  did  not  think 
rate-cutting  would  help,  "it  may  be  necessary  to  go  our  own 
road." 

The  North  Atlantic  &  Western  S.  S.  Co.  was  represented 
by  Charles  E.  Ware,  who  told  of  the  organization  of  the  com- 
pany by  24  men,  22  of  whom  were  ex-service  men.  He  said 
the  stockholders  were  residents  of  Boston  and  Philadelphia  and 
that  their  boats  had  been  operating  at  a  profit.  He  said  it  had 
SO  per  cent  of  the  tonnage  in  the  intercoastal  trade,  there  being 
lit'iy  ships  in  that  service  now.  The  company  has  paid  $103,000 
in  Panama  Canal  tolls,  he  said.  Mr.  Ware  indicated  that  one 
of  the  principal  reasons  why  his  company  had  been  organized 
was  the  desire  on  the  part  of  shippers  in  Atlantic  ports  other 
than  that  of  New  York  to  have  direct  shipping  services  to  Pacific 
coast  ports.  After  the  hearing  Admiral  Benson,  who  has  re- 
peatedly advocated  the  building  up  of  services  between  the 
smaller  Atlantic  coast  ports  and  other  ports,  said,  as  far  as  he 
was  concerned,  the  North  Atlantic  &.  Western  S.  S.  Co.  would 
not  lose  its  tonnage. 


GOODS  AT  GREEK  CUSTOM  HOUSE 

"It  seems  advisable  to  point  out  to  forwarders  of  goods  to 
the  port  of  Piraeus  (Athens,  Greece)  that  recently  several  in- 
stances have  been  brought  to  the  attention  of  the  consulate- 
general  where  goods  have  remained  in  the  local  custom  house 
because  the  consignee  was  ignorant  of  the  fact  that  the  goods 
had  arrived,"  says  Consul  John  G.  Erhardt  in  a  report  to  the 
Department  of  Commerce. 

"This  is  particularly  true  of  small  parcels  of  shipments  sent 
by  forwarding  companies.  It  seems  that  the  general  custom  of 
the  forwarding  company  is  to  send  bills  of  lading  to  its  local 

HI  and  a  notice  of  the  shipment  to  the  consignee.  Local 
agents  are  at  present  lax  in  notifying  the  consignee  promptly 
or  the  arrival  of  a  shipment,  and  unless  the  consignee  is  in- 


formed of  the  departure  of  the  shipment  by  the  consignor  the 
goods  remain  in  the  local  warehouses  indefinitely.  It  Is  sub- 
gested  that  hereafter  forwarding  companies  sent  to  the  con- 
signee a  notice  giving  the  name  of  the  ship  on  which  the  goods 
were  sent,  the  date  of  the  ship's  departure,  and  the  number  of 
cases  sent,  with  the  identifying  marks  If  possible.  A  consignee 
is  usually  keenly  interested  in  the  arrival  of  his  consignment, 
and  with  this  Information  in  his  possession  can  take  steps 
toward  locating  his  shipment. 

"Two  instances  will  suffice,  It  is  believed,  to  Indicate  the 
present  loss  to  forwarding  and  insurance  companies  because 
of  the  present  laxity  observed  in  giving  proper  notification  of 
arrival  of  shipments.  In  one  case,  a  claim  for  insurance  was 
presented  and  suit  started  in  an  American  court  because  of  the 
non-arrival  of  goods.  The  goods  had  been  delivered  at  the  port 
of  Piraeus  in  due  course,  but  the  consignee  had  not  been  notified. 
After  searching  vainly  for  his  goods,  he  eventually  brought  suit 
on  his  policy  of  insurance.  The  goods  were  found  later,  but  the 
annoyance  and  expense  of  bringing  and  defending  an  action  had 
been  incurred.  In  another  case,  the  consignee,  unaware  of  the 
name  of  the  ship  on  which  the  case  had  been  forwarded,  made 
diligent  efforts  to  locate  the  goods  and  the  bills  of  lading,  calling 
at  such  local  agents  as  he  believed  would  have  them.  Several 
months  later  he  was  informed  that  the  shipment  had  arrived, 
but  on  receiving  the  case  from  the  custom  house  found  it  rifled 
and  stuffed  with  paper." 


SECTION  28  OF  SHIPPING  LAW 

The  Tragic  World   Washington  Bureau 

In  a  third  supplemental  order  in  regard  to  Section  28  of  the 
Jones  shipping  law,  the  Commission  has  ordered  that  if  and 
when  that  section  is  made  operative,  rates  in  effect  when  the 
goods  were  started  toward  the  port  will  apply.  This  order  sup- 
plements the  prior  order  providing  that  the  rates  in  effect  on 
the  inland  carrier  on  the  date  foreign  goods  arrive  at  port  will 
apply  to  inland  destinations.  These  two  orders  apply  the  princi- 
ple that  rates  cannot  be  changed  while  a  shipment  is  in  transit. 


SLUMP  IN  BRITISH  SHIPPING 

"The  slump  in  shipping  continues  in  Great  Britain,"  ac- 
cording to  a  cable  received  by  the  Department  of  Commerce 
from  Consul-General  R.  P.  Skinner  at  London.  "Unemployment 
among  seamen  and  dock  laborers  is  general  and  increasing 
throughout  the  Kingdom.  Cardiff  reports  movement  of  tonnage 
in  ballast  to  the  United  States  increased  as  coal  exports  de- 
clined. Manchester  reports  shortage  of  lumber  flat  cars. 
Bunkers  are  now  obtainable  in  Newcastle  at  40  shillings  per  ton. 
Swansea  reports  exports  practically  nil;  large  stocks  in  place 
awaiting  disposal." 


HAVANA  PORT  CONDITIONS 

A  cablegram  received  by  the  Department  of  Commerce  from 
Havana,  Cuba,  dated  February  2,  stated  that  there  were  68  ves- 
sels in  Havana  Harbor,  compared  with  70  the  preceding  week. 
"During  the  past  7  days  11  foreign  vessels  and  55  American 
vessels  left  for  American  parts.  It  was  reported  by  the  cus- 
toms authorities  that  434,000  packages  were  dispatched  during 
the  week,  as  compared  with  480,000  the  week  previous.  A  total 
of  38  private  Warehouses  are  now  bonded,  with  five  additional 
applications  for  bonding,  according  to  a  report  of  the  special 
supervisor  of  port  congestion.  For  the  month  of  January  the 
custom  house  receipts  were  $6,500,000,  as  compared  with  $5,000,- 
000  for  December.  Conditions  at  the  government  wharf  are 
good  and  the  congestion  at  other  wharves  has  greatly  improved 
also.  The  sale  of  unclaimed  merchandise  which  is  to  be  held 
by  the  supervisor  of  port  congestion  has  not  yet  taken  place;  for 
five  days  prior  to  the  sale  an  announcement  relative  thereto 
will  appear  in  the  Official  Gazette  of  the  Republic  and  in  other 
periodicals.  Port  conditions  continue  to  improve  gradually." 


NEW    SHIPPING    BOARD 

President-elect  Harding  is  expected  to  name  a  new  Shipping 
Board  shortly  after  he  takes  office.  While  there  has  been  some 
talk  to  the  effect  that  Admiral  Benson  and  one  or  two  others  of 
the  present  members  may  be  named  by  the  incoming  President, 
there  are  also  reports  that  a  clean  sweep  will  be  made  and  an 
entirely  new  board  appointed.  Friends  of  Senator  George  E. 
Chamberlain,  of  Oregon,  Democrat,  who  retired  from  Congress 
March  4,  believe  that  he  has  a  good  chance  of  being  named  as  a 
Shipping  Board  commissioner  by  President  Harding. 


SHIPPING  BOARD  SELLS  TUGS 

The  Shipping  Board  has  announced  the  sale  of  two  tugs, 
the  Race  Horse,  at  $80,000,  and  the  Beagle,  at  $85,000,  to  the 
Norfolk  Towing  Corporation  of  Norfolk,  Va. 


The  greatest  traffic  library  and  the  most  complete 
tariff  file  in  the  world  are  available  for  use  in  serving 
subscribers  to  THE  DAILY  TRAFFIC  WORLD. 
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RIPLEY  CONSOLIDATION  REPORT 

The  Traffic  World  Washington  Bureau 

Reports  to  the  effect  that  Prof.  William  Z.  Ripley  of  Harvard 
has  submitted  to  the  Commission  a  scheme  for  railroad  consoli- 
dation are  not  confirmed  by  declarations  made  at  the  office  of 
the  Commission. 

Commissioner  Hall,  chairman  of  the  division  that  has  charge 
of  plans  for  consolidation  of  carriers,  without  confirming  or 
denying  a  declaration  attributed  to  Prof.  W.  Z.  Ripley  that  he 
had  submitted  a  plan  for  the  consolidation  of  carriers  in  the 
eastern  district,  takes  the  position  that  there  is  "nothing  avail- 
able for  publication"  on  the  subject  of  consolidation.  That  would 
be  the  rule  if  an  ordinary  examiner  had  made  a  report  to  the 
Commission  in  a  matter  assigned  to  him  for  investigation  and 
report.  The  Commission  holds  all  such  reports  for  checking 
and  verification,  and  sometimes  for  modification,  before  the  ex- 
aminer's recommendations  are  submitted  to  the  parties  in  in- 
terest for  the  filing  of  exceptions  to  the  recommendations  or  the 
statements  of  fact. 

Under  the  practice  of  the  Commission  a  report  by  Prof.  Rip- 
ley  would  be  considered  by  the  Commission  with  a  view  to  com- 
ing to  a  conclusion  whether  the  suggestions  contained  in  it 
were  worthy  of  formal  consideration,  and  if  so  deemed,  they 
would  be  served  on  the  parties  in  interest  so  that  the  latter 
could  file  exceptions  for  the  consideration  of  the  Commission  in 
its  framing  of  the  report  to  be  made  by  it  in  compliance  with 
the  transportation  law  requiring  the  Commission  to  draw  up 
plans  for  consolidation  to  which  all  voluntary  consolidations 
must  conform. 

Although  the  Commission  has  never  even  announced  the 
employment  of  Prof.  Ripley  to  formulate  a  plan,  it  has  been 
understood  that  the  Commission  itself,  in  the  final  analysis, 
would  make  the  plans  to  which  those  desiring  to  make  consoli- 
dation must  conform,  and  that  no  plan  would  be  made  without 
full  opportunity  to  the  corporations  and  owners  of  securities  to 
be  heard.  Prof.  Ripley  is  regarded  as  a  profound  student  of 
the  subject,  but  no  one  about  the  Commission  has  considered 
him  as  likely  to  receive  such  latitude  that  what  he  reported 
might  be  taken  as  what  the  Commission  would  be  expected  neces- 
sarily to  approve. 


REVENUE  FREIGHT  LOADING 

The  Traffic  World  Washington  Bureau 

A  slight  drop  in  the  number  of  cars  of  revenue  freight 
loaded,  occurred  in  the  week  ending  January  29,  the  total  being 
699,936,  as  compared  with  703,115  in  the  preceding  week,  ac- 
cording to  the  weekly  report  of  the  car  service  division  of  the 
American  Railway  Association.  In  the  corresponding  weeks 
of  1920  and  1919  the  loadings  totaled  803,332  and  718,297,  re- 
spectively. 

Loading  by  districts  in  the  week  ending  January  29,  as  com- 
pared with  the  corresponding  week  in  1920,  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  5,587  and  5,154; 
live  stock,  3,681  and  4,063;  coal,  43,115  and  49,175;  coke,  1,077 
and  3,336;  forest  products,  8,161  and  7,656;  ore,  888  and  1,858; 
merchandise,  L.  C.  L.,  43,146  and  32,260;  miscellaneous,  53,523 
and  84,687;  total,  1921,  159,178;  1920,  188,189;  1919,  175,375. 

Allegheny  district:  Grain  and  grain  products,  2,543  and 
2,508;  live  stock,  3,556  and  3,544;  coal,  49,051  and  50,357;  coke, 
6,245  and  3,695;  forest  products,  3,868  and  4,203;  ore,  2,007  and 
1,998;  merchandise,  L.  C.  L.,  33,349  and  36,203;  miscellaneous, 
46,904  and  65,462;  total,  1921,  147,523;  1920,  167,970;  1919  157- 
199. 

Pocahontas  district:  Grain  and  grain  products,  213  and  165; 
live  stock,  109  and  130;  coal,  17,685  and  19,717;  coke,  187  and 
691;  forest  products,  1,339  and  1,872;  ore,  99  and  246;  merchan- 
dise, L.  C.  L.,  2,462  and  139;  miscellaneous,  4,983  and  9,002, 
total,  1921,  27,077;  1920,  31,962;  1919,  30,058. 

Southern  district:  Grain  and  grain  products,  3,928  and  4  - 
473;  live  stock,  2,189  and  2,769;  coal,  23,182  and  26853-  coke 
549  and  211;  forest  products,  13,284  and  14,963;  ore,  1153  and 
2,523;  merchandise,  L.  C.  L.,  34,916  and  18,651;  miscellaneous 
30,001  and  54,929;  total,  1921,  109,202;  1920,  125,372-  1919  106- 
937. 

Northwestern  district:    Grain  and  grain  products,  11,311  and 

9,671;   live  stock,  9,372  and  8,804;   coke,  5,710  and  13300-    coke 

1,283  and  1,237;  forest  products,  17,367  and  17,183;  ore,  1  250  and 

;   merchandise,   L.  C.   L.,  22,748  and   19,210;    miscellaneous 

26,621  and  37,253;  total,  1921,  95,662;   1920,  108,424;   1919,  98264* 

Central   Western   district:     Grain   and   grain   products-     11- 

1   and  10,173;    live  stock,  11,580  and  12,302;    coal,  18,960   and 

;  coke,  324  and  421;   forest  products,  3,178  and  5,133;   ore, 

4  and  2,888;  merchandise,  L.  C.  L.,  27,046  and  21,320;  miscel- 
29,442   and    45,063;    total,   1921,   103,675;    1920,   120,341; 
i9i9,  99,500. 

Southwestern  district:    Grain  and  grain  products,  4,987  and 

*H«  stockl  ll881  and  2-547;   coal-  4-949  and  6,470;   coke 
forest  products,  6,480  and  7,071;   ore,  412  and  422; 

fd^Q^'.V',0-  L"  15'456  and  14'844'   miscellaneous,  23,370 
..nd  25,191;  total;  1921,  57,619;   1920,  61,074;   1919,  50,964 

II  roads:    Grain  and  grain  products,  39,830  and  36,- 


504;  live  stock,  32,368  and  34,159;  coal,  162,652  and  188,913; 
coke,  9,749  and  9,760;  forest  products,  53,677  and  58,081;  ore. 
7,693  and  11,701;  merchandise,  L.  C.  L.,  179,123  and  142,627; 
miscellaneous,  214,844  and  321,587;  total,  1921,  699,936;  1920 
803,332;  1919,  718,297. 

Note:  L.  C.  L.  merchandise  figures  for  1921  and  1920  are 
not  comparable  because  some  roads  are  not  able  to  separate 
their  L.  C.  L.  freight  and  miscellaneous  of  1920.  Add  merchan- 
dise and  miscellaneous  figures  to  get  fair  comparison. 

REVISION   OF  CAR  SERVICE  RULES 

The  Traffic  World  Washington  Bureau 

Car  service  men  from  Maine  to  California  are  engaged  in  a 
revision  of  the  car  service  rules,  the  object  of  which  is  to  force 
reluctant  owners  of  unemployed  cars  to  accept  them  when  ten- 
dered by  non-owners  who  have  no  business  in  which  to  employ 
cars  left  on  their  rails  when  the  recession  in  business  took  place. 
The  same  men  are  devising  rules  intended  to  prevent  the  rail- 
road which  owes  its  connection  a  certain  number  of  cars  from 
forcing  or  trying  to  force  it  to  accept  empties  on  which  the 
accepting  road  would  have  to  pay  an  unreasonable  amount  of 
per  diem. 

The  men  so  engaged  are  members  of  the  car  service  com- 
mittee of  the  American  Railway  Association.  They  held  meet- 
ings in  Washington  February  3  and  4  and  agreed  on  some 
changes  in  the  rules,  to  be  hereafter  put  out,  but  the  questions 
under  discussion  have  been  with  the  car  service  men  for  so 
long  that  not  many  are  willing  to  aver  that  the  changes  will 
result  in  a  channel  through  which  cars  will  flow  in  a  satisfac- 
tory manner  from  one  road  to  another. 

At  present  the  car  service  men  are  dealing  with  300,000  un- ; 
employed  cars,  a  large  percentage  of  which  need  repairs  and 
should  be  at  home  for  that  purpose.  When  there  was  a  demand 
for  cars,  owning  roads  were  clamorous  for  the  return  of  their 
property  so  repairs  might  be  made.  Now,  many  of  the  roads 
then  clamoring  are  without  money  wherewith  to  make  repairs 
and  some  of  the  owning  lines  have  been  accused  of  resisting  the 
return  of  cars  needing  repairs,  by  resort  to  every  possible  ex- 
pedient to  keep  the  wanderers  on  the  railroads  that,  some  day, 
may  be  able  to  make  per  diem  payments.  Appeal  to  the  Master 
Car  Builders'  rules  are  made  frequently  to  show  that  the  line 
that  is  proposing  to  return  cars  has  not  complied  with  the  rules 
requiring  certain  repairs  to  be  made  as  a  condition  precedent  to 
the  return  of  foreign  line  cars. 

Car  credits  and  car  debits,  it  has  been  asserted,  are  being 
juggled  so  as  to  enable  a  road  that  owes  a  connection  a  given 
number  of  cars  to  turn  over  all  empties  in  liquidation  of  the 
debt.  While  the  demand  for  cars  was  great,  car  service  orders 
required,  for  instance,  road  A  to  turn  over  to  road  B  4,000  cars. 
In  time  of  car  shortage  one  car  was  as  good  as  another  and 
the  receiving  line  made  no  objection  to  the  receipt  of  empties 
or  loads.  Now  that  the  condition  is  reversed,  the  creditor  lines 
are  objecting  to  debtor  lines  turning  over  to  them  empties  while 
retaining  loaded  cars  on  their  own  rails. 

Another  thing  which  the  car  service  men  are  trying  to  pre- 
vent is  excessive  empty  mileage  as  an  incident  to  the  efforts 
of  roads  to  get  per  diem  drawing  foreign  line  cars  off  their  rails. 
The  home  routing  rule  can  be  so  worked  that  some  roads  can  be 
penalized  to  a  greater  extent  than  at  times  seems  equitable, 
through  the  efforts  of  some  other  roads  to  get  foreign  cars  off 
their  rails.  That  is  to  say,  some  little  road  that  serves  as  a  con- 
necting link  between  two  big  systems  may  be  required  to  haul 
empties  over  its  own  rails  and  pay  per  diem  on  them  when  the  . 
hauling  is  really  only  for  the  benefit  of  the  two  big  systems. 
and  not  the  connecting  link  which  may  not  have  had  the  revenue 
haul  on  an  equal  number  of  cars. 


CAR  SURPLUS  AND  SHORTAGE 

The  Traffic  World  Washington  Bureau 

The  average  car  surplusage  for  the  period  from  January 
24  to  31,  inclusive,  amounted  to  324,186  cars  as  compared  with 
301,997  in  the  week  ending  January  23,  and  the  car  shortage 
was  810  as  compared  with  1,328  the  week  ending  January  23, 
according  to  compilations  completed  February  9  by  the  car  serv- 
ice division  of  the  American  Railway  Association. 

The  car  surplusage  was  made  up  of  the  following  classes  of 
equipment:  Box,  179,219;  ventilated  box,  1,751;  auto  and  furni- 
ture, 12,542;  flat,  11,210;  gondola,  66,115;  hopper,  24,570;  total 
all  coal  (gondola  and  hopper),  90,685;  coke,  4,917;  S.  D.  stock, 
15,493;  D.  D.  Stock,  1,427;  refrigerator,  6,151;  tank,  77;  miscel- 
laneous, 714. 

The  car  shortage  was  made  up  of  the  following  classes  of' 
equipment:  Box,  306;  auto  and  furniture,  11;   flat,  109;   gondola, 
47;   hopper,  61;   total  all  coal   (gondola  and  hopper),  108;   S.  D. 
stock,  16;  D.  D.  stock,  85;  refrigerator,  174,  and  miscellaneous,  1. 

GEORGIA   NORTHERN    LOAN 

Application  for  a  loan  of  $200,000  to  aid  it  in  buying  freight 
cars,  locomotives  and  passenger  coaches  and  to  provide  facilities 
for  maintaining  the  equipment  has  been  made  to  the  Commission 
by  the  Georgia  Northern  Railway  Company. 
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SIMPLIFICATION  OF  TARIFFS 

The  Traffic  World   Washington  Burtau 

A  scheme  for  the  simplification  of  tariffs,  embodied  in  four 
tariffs  effective  March  1,  has  been  laid  before  the  Commission 
by  F.  L.  Speiden.  the  tariff  filing  agent  and  attorney  for  the  roads 
Interested  in  rates  from  the  Ohio  River  to  destinations  on  the 

isslppl  River,  interior  Mississippi  Valley  territory,  and  some 
of  the  territory  in  the  southeast. 

To  the  eye,  the  four  tariffs  suggest  that  Mr.  Speiden,  by 
his  method  of  stating  rates,  has  saved  between  40  and  50  per 
cent  of  the  space  heretofore  used  in  stating  the  same  number 
of  rates.  The  four  tariffs  undertake  to  cancel  all  the  rates  not 
lu'ld  up  in  suspension  proceedings.  Technically,  they  are  In- 
nvases  over  the  regular  form  tariff  which  they  are  to  super- 
and,  therefore,  are  subject  to  protest  and  suspension, 
though  they  are  supposed  to  be  in  compliance  with  the  orders 
ami  rulings  of  the  Commission  for  handling  rates  and  tariffs 
made  necessary  by  Ex  Parte  74. 

Men  at  the  Commission  whose  work  is  with  tariffs  look  with 
favor  on  the  Speiden  proposals.  They  are  inclined  to  believe 
he  has  taken  a  step  in  the  right  direction.  It  Is  certain  that  they 
will  direct  renewed  attention  to  tariff  simplification. 

Instead  of  the  old  method  of  publishing  a  long  list  of  com- 
modity rates  from  certain  points  of  origin  to  certain  points  of 

ination,  and  repeating  this  operation  In  connection  with 
the  next  group  of  origin  and  destination,  Mr.  Speiden  has  given 
his  commodities  group  numbers,  and  points  of  origin  rate  basis 
numbers,  somewhat  along  the  line  followed  by  Kelly  in  pub- 
lishing his  class  rates  in  C.  F.  A.  territory. 

For  example,  Speiden's  I.  C.  C.  473,  Mississippi  River  Points 
Tariff,  publishing  rates  from  Ohio  River  crossings,  St.  Louis  and 


ROUTE  YOUR  CARGO  VIA 

MOBILE,  ALA. 

SHORT  LINE  EXPORT  OUTLET 
From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow* 
Belfast,  Dublin  and  Bristol  Channel  Ports 

We  Solicit  Central  Cargo 

LIVERPOOL        (S.S."AFOUNnRIA"-inpon.    Eipeded  uil  F«b.  15th. 
MANCHESTER  (  S.  S.  "EASTERN  SUN"— Eipected  s.il  eirlr  March 
GLASGOW  (  S.  S.  ••SILETr'-Ui.  February,  tirl;  March 

BRISTOL  CHANNEL  |  A  1  St«nur-Ute  M  rch 
HAMBURG  {  S-  S.  '  MA  DEN  CREEK"-E«pected  uil  Febru.rj  12lh 

BIJKO  (  S.  S.  'COAHOMA  COUNTY"-Ut«  F.bru.rj,  e.rly  March 
BREMEN  f  S"  S-  "COAHOMA  COUNTY"     Late  February,  early  March 
(  A-l  Steamer — Early  March 


Waterman  Steamship  Corporation. 

Our  Service  Backed  by  18  Years'  Experience 


MOBILE, 
ALA. 


lerce 
Arrow 

The  most  powerful  truck  built 

The  Fierce-Arrow  Motor  Car  Company,  Buffalo,  N.  Y. 


POSITIONS  WANTED  OR  OPEN 

OOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DKMANC 
«nd  THE  TRAFFIC  WORLD  ll  the  lojicnl  medium  for  (•Uln*  Uw 
men  and  the  position*  In  touch  with  e»ch  other.  The  rate*  tar 
class! fled  advertisements  ars  as  follows:  First  Insertion,  II. M  p«i 
line:  minimum  charge,  $3.00:  succeeding  Insertions,  per  line.  Mo;  M 
words  to  the  line:  numbers  and  abbreviations  counted  as  w»r*av 
I  point  type:  payable  In  advance.  Answers  to  keyed  advertls«meBM 
forwarded  free  and  all  correspondence  held  In  strict  confidence.  Tk» 
rRAFFIC  WORLD.  41g  South  Market  Street.  Chicago.  111. 

WANTED — Traffic  Manager  by  national  retail  organization:  must 
handle  cases  before  commissions;  possess  ability  to  advise  and 
organize;  knowledge  traffic  large  retail  stores  Important;  state  experi- 
ence, salary  expected,  age,  full  particulars.  Address  L.  B.  E.  329, 
Traffic  World.  Chicago. 

POSITION  WANTED— Traffic  Manager  or  assistant,  with  Indus- 
trial concern.  Ten  years'  practical  experience  and  technical  training. 
Present  holding  executive  position  In  traffic  department  one  of  prin- 
cipal Southeastern  trunk  lines.  Knowledge  of  all  details  of  traffic 
work.  Best  of  references.  Address  A.  I.  L.  331,  Traffic  World, 
Chicago. 

POSITION  WANTED— Wanted  a  position  as  traffic  manager  for 
an  industrial  concern.  Have  had  fourteen  years'  experience  as  station 
agent  and  am  34  years  of  age.  Address  I.  N.  O.  325,  Traffic  World, 
Chicago. 

POSITION  WANTED— Traffic  executive  holding  important  rail- 
way position  qualified  as  examiner  Interstate  Commerce  Commission 
seeks  wider  field.  Address  R.  E.  E.  301,  care  Traffic  World,  Chi- 
cago. 111. 

FOR  SALE — 25  Baxter  charcoal  car  heaters.  In  serviceable  condi- 
tion. John  Gund  Brewing  Company.  La  Crosse,  Wis. 

FOR  SALE— Several  cars  first  class  6x8—8  ft.  No.  1  Oak  Ties  for 
Immediate  shipment.  Also  some  7x9  and  6x8  oak  switch  ties.  L.  E. 
Pearson.  Kdwardshurg.  Mich. 


Some  Phases  of  the 
Transportation  Problem 

By  FRANCIS  B.  JAMES 

Treated  from  the  point  of  view  of  American 
Nationalism 

55  pages  with  alphabetical  index 
Paper  Cover,  25  cts.— PRICE— Linen  Cover,  50  cts. 

Remittance  may  be  made  in  postage  stamps  to 

JOHN  BYRNE  &  COMPANY 

715  Fourteenth  Street,  N.  W.  WASHINGTON,  D.  C. 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT   IN   WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whltefield  SatnmU 


Phone  Main  2210 


417  SOUTHERN  BUILDING 


J.  W.  ROBERTS,  President 


FRED  PETT1JOHN.  Vlce-Prt.idrnt 


limn 


STANLEY  WOOD.  SMT.terr-Tr.mnr 


THE    ROBERTS-PETTIJOHN-WOOD    CORPORATION 

ACCOUNTING    SERVICE 

GUARANTY    PFRIOD   return«  under  the  Transportation  Act,   1920,  and  the  statement  of  claims  against  the 
I  L.1X1V/1S   United  Stateg  covering  ^  perjoj  of  Federaj  Control  require  careful  preparation  if  the 

"r™!_'f- l?     «  propenv  reimbursed.     We  have  available  a  corp*  of  specialized  railroad  accountants,  experienced  in  the 

Mills  Building.  Washington.  D.  C.  Twenty  East  Jackson.  Chicago 


preparation  of  such  claims. 


Hill 


inn 
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Nashville  to  Memphis,  New  Orleans,  Mobile  and  points  taking 
same  rates:  This  tariff  cancels  I.  C.  C.  297  (previous  Mississippi 
River  points  tariff)  except  those  items  under  suspension,  which 
are  in  the  proposed  cancellation  of  rates  from  St.  Louis  and 
Memphis  via  lines  operating  west  of  the  Mississippi  River. 
When  the  Commission  hands  down  its  decision  in  that  I.  &  S. 
proceeding,  it  is  presumed,  I.  C.  C,  297  will  be  canceled  entirely. 

This  new  tariff  also  cancels,  from  I.  C.  C.  453,  petroleum 
and  its  products  from  Ohio  and  Mississippi  River  crossings  to 
southern  points,  rates  from  and  to  points  of  destination  em- 
braced in  I.  C.  C.  473;  and  also  cancels  from  I.  C.  C.  411,  Alton- 
Wood  River  Petroleum  tariff,  the  rates  from  Alton  and  Wood 
River  to  the  points  of  destination  carried  in  I.  C.  C.  473.  In 
other  words,  instead  of  complicating  the  matter,  as  it  looked  on 
the  face  of  it,  this  method  will  really  improve  the  situation  by 
apparently  bringing  under  one  cover  all  the  commodity  rates 
applying  between  the  points  of  origin  and  destinations  embraced 
in  such  tariff. 

The  same  plan  has  apparently  been  followed  in  the  other 
tariffs,  which  are  his  I.  C.  C.  513,  Nashville,  Chattanooga  &  St. 
Louis  Local  Points  Commodity  Tariff;  his  464  Yazoo  &  Mis- 
sissippi Valley  Local  Points  Commodity  Tariff;  and  I.  C.  C.  465, 
Interior  Mississippi  Valley  Southbound  Tariff. 


MAIL  TRANSPORTATION  DEFICIENCY 

Thi  Traffic  World  Washington  Bureau 

The  Secretary  of  the  Treasury  has  transmitted  to  the  Sen- 
ate a  request  from  the  Postmaster-General  for  a  deficiency 
appropriation  of  $65,575,832.03  required  by  the  Post  Office  De- 
partment for  the  transportation  of  mails  by  the  United  States 
Railroad  Administration  during  the  26  months  of  federal  control. 

The  estimate  of  a  deficiency  was  explained  by  Postmaster- 
General  Burleson  in  a  letter  to  the  Secretary  of  the  Treasury 
as  follows: 

"This  deficiency  has  been  creates  as  a  result  of  Order  9200 
of  the  Interstate  Commerce  Commission  (based  on  act  of  July 
28,  1919),  and  the  sum  named  has  been  agreed  upon  by  officials 
of  the  Post  Office  Department  and  the  United  States  Railroad 
Administration  as  the  balance  due  for  the  service  performed 
during  the  period  named,  with  the  exception  of  certain  sums 
now  a  matter  of  litigation  in  the  Court  of  Claims  for  the  per- 
formance of  incidental  side,  terminal  and  transfer  service  which 
the  department  contends  is  not  specifically  chargeable  prior  to 
March  1,  1920. 

"This  sum  represents  the  increase  in  railway  mail  pay  during 
the  entire  period  that  the  railroads  were  being  operated  by  the 
government.  This  increase  is  based  upon  rates  fixed  by  the 
Interstate  Commerce  Commission  at  a  period  when  the  cost  of 
transportation  was  at  its  highest  peak,  and  which  rates,  there- 
fore, are  materially  higher  than  the  rates  heretofore  prescribed 
by  Congress. 

"The  amount  of  this  adjustment  was  determined  as  follows: 

"The  average  monthly  earnings  of  the  railroads  during  the 
18  months  from  January  1,  1918,  to  June  30,  1919,  was  $4,345,- 
635.10.  This  period  was  used  as  a  basis  for  the  reason  that  prac- 
tically all  accounts  had  been  adjusted  for  that  period  under  the 
former  basis  of  pay.  At  that  rate  the  pay  for  the  26  months  of 
Federal  control  (26  times  $4,345,635.10)  would  have  been  $112,- 
986,512.60.  Applying  to  this  sum  the  flat  increase  of  57  per  cent 
agreed  to  at  conferences  with  officials  of  the  Railroad  Adminis- 
tration, the  increased  earnings  of  $64,402,312.18  was  realized. 
The  aggregate  earnings  for  the  entire  period  at  the  increased 
rate  is  therefore  $177,388,824.78. 

"To  this  debit  the  following  credits  should  be  applied: 


Fines 


$431,926.04 
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Advance  payments   during  the  period'VromJuiy'  V,  "iVlV, 

to  Feb.  29,  1920,  on  routes  where  final  adjustments  were 

not   made    ........................... 

Final  adjustments  at  the   rates  authorized  in  the"  inter- 

state  Commerce  Commission's  order  No.  9200...  254006170 

Final  adjustment  at  the   rates  authorized  by  the  act  of 

July    28,    1916  ..........................  1081301869 

Aggregate  payments  for  this  service  performed  'from  'Jan' 

1,  1918,  to  June  30,  1919  .................................  78,221,431.83 

Total     ..................................................  111.812.992.75 

"It  is  therefore  recommended  that  an  additional  appropria- 
tion of  $65,575,832.03  be  made  to  liquidate  the  department's  ob- 
ligations to  the  United  States  Railroad  Administration  for  the 
period  from  January  1,  1918,  to  February  29,  1920,  for  line  trans- 
portation of  the  mails." 


MEATS,  MADISON  TO  CHICAGO 

Hearing  on  No.  11930,  Oscar  Mayer  &  Co.  vs.  C.  M.  &  St  P 
al.,  was  held  before  Examiner  Bronson  Jewell   in  Chicago, 
y  7.    Attorney  John  W.  Beckwith,  for  the  packing  com- 
ited  that  the  case  was  merely  an  attempt  to  have  Madi- 
era   Wisconsin,  recognized  as  a  new  packing  house  producing 

£?^  .  lne  as  to  rates  wlth  the  older  established  points.    H! 

o  attempt  would  be  made  to  attack  the  rates  on  fresh 

acking  house  products  per  se,  but  that  he  would  at- 

ihow  that  the  present  rate  on  these  products  between 


Madison  and  Chicago  were  unreasonable  and  unjust  because  they 
discriminated  against  a  packing  house  at  Madison  as  compared 
with  rates  from  producing  points  similarly  situated. 

That  the  plant  of  the  Oscar  Mayer  Company  at  Madison  is 
in  direct  competition  with  packing  houses  at  Cudahy  and  Mil- 
waukee, both  of  which  enjoy  better  proportional  rates,  was  the 
assertion  of  Oscar  W.  Mayer,  Jr.,  secretary  and  treasurer  of  the 
company.  Mr.  Mayer  asserted  that  in  purchasing  hogs  from 
producers  in  the  vicinity  of  his  packing  plant  it  was  necessary 
to  add  to  their  purchase  price  the  freight  into  Chicago,  since 
the  farmers  were  canny  enough  to  insist  on  such  a  bargain.  No 
advantage  was  thus  to  be  had  in  purchasing  stock  and  a  dis- 
advantage was  suffered  when  the  product  was  shipped  to  Chi- 
cago for  sale  because  of  the  freight  rates  which  Chicago  packers 
did  not  have  to  pay. 

Mr.  Mayer  estimated  that  his  company  paid  for  transporta- 
tion of  its  products  a  quarter  of  a  million  dollars  annually.  He 
said  the  margin  of  profit  on  meat  products  was  so  small  that 
a  small  raise  in  freight  rates  might  mean  the  difference  be- 
tween a  profit  and  a  loss  at  the  end  of  the  year.  More  than  90 
per  cent  of  their  products,  the  witness  said,  were  shipped  into 
Chicago,  from  75  to  80  per  cent  of  that  being  sold  there,  the  re- 
mainder going  to  some  more  distant  point.  The  packing  com- 
pany asks  a  reduction  in  rates  of  from  21  to  16.5  cents  on  fresh  ' 
meat,  and  from  21  to  14.5  cents  on  packing  house  products.  In 
this  connection,  the  witness  introduced  exhibits  purporting  to 
show  that  the  differential  between  these  two  kinds  of  meat  was 
even  greater  in  most  instances.  The  company  also  asks  repara- 
tion on  all  its  shipments  since  its  foundation  in  1919. 

Asked  in  cross-examination,  by  R.  H.  Widdecombe,  attorney 
for  the  C.  &  N.  W.,  why  his  company  had  located  at  Madison, 
Mr.  Mayer  admitted  that  it  was  because  it  had  been  able  to  buy 
a  plant  there  in  good  condition  and  at  a  bargain.  When  it  was 
pointed:  out  to  him  that  the  rates  from  Madison  to  Chicago  were 
in  reality  from  6  to  19  cents  below  his  competitors,  the  witness 
said  it  wasn't  the  actual  rates  that  were  the  basis  of  complaint 
so  much  as  the  fact  that  rates  from  Madison  were  not  enough 
lower  as  compared  with  the  shorter  mileage  to  Chicago. 

A.  F.  Cleveland,  assistant  freight  traffic  manager  of  the 
C.  &  N.  W.,  offered  a  number  of  exhibits  which  purported  to  i 
show  that  the  present  rate  from  Madison  to  Chicago  is  less  than 
any  other  point  with  the  exception  of  Milwaukee,  from  which 
point  it  is  20.5  cents  for  85  miles  on  fresh  meat.  Madison,  on 
the  other  hand,  he  said  was  130  miles  from  Chicago  and  was  not 
on  the  main  line  of  the  C.  &  N.  W.  On  cross-examination  he 
admitted  that  it  had  at  one  time  been  on  the  main  line,  but  that 
a  new  line  had  been  built  through  Wyville  to  eliminate  the 
steep  grades. 

E.  W.  Sorgel,  assistant  general  freight  agent  for  the  C.  M. 
&  St.  P.,  introduced  an  exhibit  showing  that  the  rates  on  meats 
and  packing  house  products  from  Madison  to  Chicago  are  lower 
than  on  sugar,  fruits,  roofing  paper,  and  various  other  commodi- 1 
ties,  none  of  which  require  refrigerator  cars  for  handling  nor 
the  expedition  and  care  required  by  meats.    He  said  the  packing 
houses  in  Chicago  were  required  to  pay  45  and  23  cents,  respec- ' 
tively,  on   fresh   meats   and   packing   house   products   between 
Chicago  and  Madison. 

Both  sides  requested  oral  argument  before  the  Commission 
and  brief  date  was  set  by  the  examiner  for  March  9.« 


ADMINISTRATION    MUST    PAY    REPARATION 

The   Commission    (see   Traffic   World,   Feb.   5,  p.   284)    hasi 
denied  the  petition  of  the  Railroad  Administration  in  No.  10829. 
Southport  Mill,  Ltd.,  vs.  A.  T.  &  S.  F.  et  al.,  and  the  list  of  I 
related  cases  in  which  the  Commission  made  a  finding  against ' 
the  rates  charged  on  vegetable  oils  higher  than  those  assessed 
on  cottonseed  oil.    The  other  cases  in  which   the  denial  was  i 
made   were:     No.    11007,   Globe   Oil    Mills   vs.    Southern   Pacific 
et  al.,  and  sub-No.  1,  Same  vs.  A.  T.  &  S.  F.  et  al.;  No.  10602, 
Procter  &  Gamble  Co.  vs.  A.  T.  &  S.  F.  et  al.;  No.  10507,  Cham- 
ber of  Commerce,  Houston,   Tex.,  vs.   Director-General   et  al.; 
No.  10599,  Procter  &  Gamble  Co.  vs.  C.  N.  O.  &  T.  P.  et  al.; 
No.  10600,  Same  vs.  Same;  No.  10941,  Texas  Cottonseed  Crushers' 
Association  vs.  Northern  Pacific  et  al.     Denial  of  rehearing  in  I 
these  cases  is  equivalent  to  a  reaffirmation  by  the  Commission 
of  its  findings  of  unreasonableness   and   orders   of  reparation, 
which,  when  paid,  will  increase  the  deficit  of  the  Railroad  Ad- 
ministration by  several  hundred  thousand  dollars. 


L.  &   N.   EQUIPMENT  AGREEMENT 

Approval  of  an  equipment  trust  agreement  under  which 
it  will  pay  in  cash  approximately  $3,908,379.72  on  delivery  of  the 
equipment  and  $11,025,000  in  fifteen  installments  of  $735,000  each 
on  the  first  day  of  March  in  each  of  the  years  1922  to  1936,  in- 
clusive, is  asked  by  the  Louisville  &  Nashville  in  an  application  | 
filed  with  the  Commission.  The  total  cost  of  the  equipment  is 
estimated  at  $14,933,379.72.  The  company  proposes  to  issue  and 
sell  to  J.  P.  Morgan  &  Co.,  at  not  less  than  95.70  per  cent  of  par, 
$11,025,000  of  equipment  trust  certificates.  The  equipment  to 
be  purchased  includes  34  locomotives,  4,800  freight  cars  of  various 
classes,  and  passenger,  postal  and  baggage  cars. 
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T>  A  f^Tf    A  /^T7       Quality  package  means  a  sub- 
A   /\V><  JV/\.VjH/      stantial  container,  stoutly  built 
'  for  adequate  protection  of  con- 

tents.    It  means  a  trifle  more  in  the  cost  of  the  package,  but  the  increase  is  added  insurance  on  the 

safe  delivery  of  the  shipment. 

David  M.  Lea  &  Co.,  Inc. 

MAKERS  OF 

WOODEN  BOXES 

To  carry  your  goods 
safely 

RICHMOND,  VA. 


TRAFFIC    MANAGERS 

The    I.   C.   C.   Special    Permission  No.  50340,   August  5,   1920,   Gives    the  Transportation 
Companies  Eighteen  Months  (16%j%  to  be  Issued  Every  3  Months)  to   Publish  Their  Tariffs. 

We  are  publishers  of  the  following  Standard  Loose  Leaf  All-Rail  Freight  Rate  Guides 

United  States  Edition 

EASTERN  EDITION  from  CANADA  EDITION  from 

New  York,  Philadelphia,  Boston  and  New  England  Montreal,  Toronto,  Hamilton  and  London 

OETZL-ER'S  GUIDE,  INC.,  Roches-tor,  IM.  V 

Traffic  and  Railroad  Men  wanted  to  sell  these  Editions  in  all  cities,  on  spare  time.     Liberal  commission  paid. 


PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  Monthly  Service         A-l  Steamers 

MOBILE  to  ANTWERP 
HAVRE  and  BORDEAUX 

St.  Louis  Office:    1527  Pierce  Building 

IRVING  H.  HELLER,  Manager 
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TRAFFIC  CLUBS 


(The  following  list  of  traffic  clubs  will  be  published  from  time 
to  time.  We  ask  that  readers  notify  us  of  any  errors  or  of  any 
changes  or  additions  of  which  they  have  any  knowledge.) 

Akron  Traffic  Association.  S.  J.  Witt,  Pres.;  H.  L.  Sova- 
cool,  Secy. 

Baltimore—  Traffic  Club  of  Baltimore.  W.  W.  Tingle,  Preu.; 
C.  C.  Kailer,  Secy. 

Battle  Creek  (Mich.)  Traffic  Club.  E.  C.  Nettels,  Pres.; 
Eugene  Wallace,  Secy.-Treas. 

Boston,  Mass.—  The  Association  of  Railway  and  Steamboat 
Agents  of  Boston.  J.  E.  McGrath,  Pres.  ;  W.  M.  Macomber,  Secy.- 


Brooklyn—  Traffic  Managers'  Club  of  Brooklyn.  Hugh  Mil- 
ler, Pres.;  F.  E.  Grace,  Secy.-Treas. 

Buffalo—  Industrial  Traffic  Club  of  the  Niagara  Frontier. 
W.  D.  Sanderson,  Pres.;  E.  J.  Sheridan,  Secy. 

Buffalo  Transportation  Club.  E.  E.  Tanner.  Pres.;  F.  J. 
O'Connor,  Secy. 

Chicago  Traffic  Club.  E.  L.  Dalton,  Pres.;  E.  S.  Buckmas- 
ter,  Secy. 

Cincinnati.—  Traffic  Club  of  the  Chamber  of  Commerce. 
W.  H.  Lockwood,  Chairman;  Sam  Herndon,  Secy. 

Cleveland  Traffic  Club.  C.  T.  Stripp,  Pres.;  F.  A.  Gideon, 
8ecy. 

Columbus,  Ohio.—  Traffic  Club  of  the  Columbus  Chamber  of 
Commerce.  W.  E.  Page,  Pres.;  C.  L.  Kelly,  Secy. 

Cortland,  N.  Y.—  Industrial  Traffic  Club  of  Cortland.  H.  B. 
Darling,  Chairman;  H.  F.  Johnson,  Secy. 

Dayton,  O.—  Miami  Valley  Traffic  Club.  W.  E.  Boyer,  Pres.; 
M.  T.  Otto,  Secy. 

Decatur  (111.)  Transportation  Club.  R.  L.  Rees,  Pres.;  T. 
C.  Burwell,  Secy. 

Denver  Commercial  Traffic  Club.  T.  A.  Dinkel,  Prea.;  C.  J. 
Hotchkiss,  Secy. 

Detroit  Transportation  Club.  H.  H.  Hamill,  Pres.;  T.  R. 
Cochrane  Secy. 

Elmira  (N.  Y.)  Traffic  Club.  J.  J.  Delaney,  Prea.;  J.  C. 
Field,  Secy. 

El  Paso  Traffic  Club.  J.  D.  Neely,  Pres.;  Geo.  Deck,  Secy.- 
Treas. 

Erie  Traffic  Club.  H.  W.  Sherwood,  Pres.;  M.  W.  Eismann, 
Secy. 

Flint,  Mich.  —  Transportation  Club  of  Chamber  of  Commerce. 
F.  A.  McHale,  Pres.;  F.  G.  Pick,  Secy. 

Fort  Wayne,  Ind.  Traffic,  Transportation,  and  Waterways 
Bureau  of  the'  Chamber  of  Commerce.  H.  E.  Fairweather, 
Chairman;  E.  C.  Miller,  Vice-Chairman. 

Fort  Worth  Transportation  Club.  E.  C.  Price,  Pres.;  E.  E. 
Wyatt,  Secy. 

Freeport,  111.  —  Greater  Freeport  Traffic  Club.  W.  H.  Jenner, 
Pres.;  F.  F.  Pepperdine,  Secy. 

Grand  Rapids  Traffic  Club.  E.  L.  Ewing,  Pres.;  J.  C.  Quin- 
Ian,  Secy. 

Green  Bay  (Wis.)  Traffic  Club  of  the  Green  Bay  Association 
of  Commerce.  F.  Hurlbut,  Pres.;  W.  J.  LaLuzerne,  Secy.-Treas. 

Houston  Traffic  Club.  J.  F.  Hennessy,  Jr.,  Pres.;  E.  L.  Wil- 
liams, Secy. 

Indianapolis  Transportation  Club.  F.  A.  Butler,  Pres.;  G.  N. 
Baker,  Secy. 

Jackson  (Mich.)  Traffic  Club  of  the  Jackson  Chamber  of 
Commerce.  W.  P.  Hobart,  Pres.;  H.  A.  Plummer,  Secy. 

Jacksonville  Traffic  Club.  James  F.  Mead,  Pres.;  F.  C.  Saw- 
yer, Secy.-Treas. 

Jamestown,  N.  Y.  —  Traffic  Club  of  the  Jamestown  Board  of 
Commerce.  R.  C.  Kohn,  Pres.;  H.  W.  Chapman,  Secy. 

Jersey  City  Traffic  Club.  Isaac  Kemp,  Pres.;  Robert  Wal- 
lace, Secy. 

Kalamazoo  Traffic  Club.  W.  C.  Thorns,  Pres.;  C.  J.  Bolender, 
Secy. 

Kansas  City  Traffic  Club.  Frank  M.  Cole,  Pres.;  Fred  B. 
Blair,  Secy.-Treas. 

Lansing.  (Mich.)  Traffic  Club.  K.  P.  Hodges,  Pres.;  J.  T. 
Ross,  Secy.-Treas. 

Los  Angeles  Transportation  Association.  C.  G.  Krueger, 
Pres.;  C.  V.  Means,  Secy. 

Louisville  Transportation  Club.  C.  R.  Long,  Pres.;  W.  T. 
Vandenburg,  Secy. 

Mansfield,  O.,  Traffic  Managers'  Division  of  the  Manufactur- 
ers' Club.  W.  H.  Gugler,  Chairman;  W.  T.  Leonard,  Secy. 

Memphis  Traffic  and  Transportation  Club.  J.  M.  Walsh, 
Pres.;  C.  V.  Means,  Secy. 

Milwaukee  Traffic  Club.  F.  M.  Elkinton,  Pres.;  F.  T.  Fultz, 
Secy. 

Minneapolis  Traffic  Club.  F.  B.  Townsend,  Pres.;  W.  W.  Gib- 
son, Secy. 

Newark  Traffic  Club.     John  Enstice,  Pres.;  A.  Rennie,  Secy. 

New  England  Traffic  Club,  Boston.  C.  A.  Anderson,  Pres.; 
P.  L.  Stuart,  Secy. 

New  York  Traffic  Club.  R.  J.  Menzies,  Pres.;  C.  A  Swope, 
Secy. 


New  York,  N.  Y. — Traffic  Club  of  the  Queenshoro  Chamber  • 
of  Commerce.  E.  J.  Tarof,  Pres.;  P.  W.  Moore,  Secy. 

Omaha— Traffic  Managers'  Committee,  Omaha  Chamber  of 
Commerce.  C.  E.  Childe,  Chairman;  E.  A.  Stringer,  Secy. 

Peoria  Transportation  Club.  C.  H.  Gillig.  Pres.;  O.  B.  Eddy, 
Secy.-Treas. 

Philadelphia  Traffic  Club.  J.  A.  Tait,  Pres.;  W.  H.  Mont- 
gomery, Secy. 

Philadelphia — Commercial  Traffic  Managers  of  Philadelphia. 
C.  H.  Rolf,  Pres.;  T.  Noel,  Butler,  Secy. 

Pittsburgh  Traffic  Club.  W.  W.  Blakely,  Pres.;  F.  A.  Lay- 
man, Secy. 

Pittsburgh  Traffic  and  Transportation  Association.  S.  R. 
Hosmer,  Pres.;  R.  F.  Heil,  Recording  Secy. 

Portland  Transportation  Club.  E.  M.  Burns,  Pres.;  W.  0. 
Roberts,  Secy. 

Providence,  R.  I.— Traffic  Club  of  {be  Providence  Chamber 
of  Commerce.  E.  E.  Salisbury,  Chairman;  E.  C.  Southwlck, 
Secy. 

Rldgeway,  Pa. — Traffic  Club  of  Elk  County.  W.  H.  Grant, 
Pres.;  C.  L.  Bishop,  Secy. 

Roanoke  (Va.)  Traffic  Club  of  the  Association  of  Commerce. 
S.  H.  Coleman,  Pres.;  J.  T.  Preston,  Secy. 

Rochester,  N.  Y. — Traffic  Council  of  the  Rochester  Chamber 
of  Commerce.  A.  T.  Cobb,  Chairman;  F.  W.  Burton,  Secy. 

Salt  Lake  City  Transportation  Club.  A.  R.  McNitt,  Pres.; 
R.  E.  Rowland,  Secy.  • 

San  Francisco  Transportation  Club.  A.  A.  Moran,  Pies.; 
R.  G.  Guyett,  Secy. 

San  Francisco  Traffic  Club.  W.  T.  Bozeman,  Pres.;  L.  N. 
Bradshaw,  Secy. 

Scranton,  Pa. — Traffic  Club  of  the  Scranton  Board  of  Trade. 
T.  R.  Brooks,  Chairman;  F.  J.  Hoffman,  Secy. 

Seattle  Transportation  Club.  F.  W.  Graham,  Pres.;  E.  W. 
Mosher,  Secy.-Treas. 

Sioux  City,  la. — Traffic  Managers'  Club  of  Sioux  City.    J.  P. , 
Haynes,  Pres.;  R.  R.  Wigton,  Secy. 

South'  Bend  Traffic  Club.  F.  S.  Montgomery,  Pres.;  G.  S. 
Hess,  Secy.-Treas. 

Spokane  Transportation  Club.  V.  G.  Shinkle,  Pres.;  R.  W. 
Franklin,  Secy. 

St.  Louis  Traffic  Club.  A.  D.  Aiken,  Pres.;  J.  R.  Hell, 
Secy. 

Syracuse  Traffic  Club.    C.  R.  Berry,  Pres.;  W.  J.  O'Neil,  Secy. . 

Toledo  Transportation  Club.  W.  O.  Hoist,  Pres.;  J.  J.  Lynch, 
Secy. 

Trenton  (N.  J.)  Traffic  Club.  M.  D.  Warren,  Pres.;  F.  J. 
Quick,  Secy. 

Troy,  N.  Y. — The  Traffic  Club,  Inc.,  of  Troy.  W.  J.  Cipperly, 
Pres.;  H.  A.  Zeff,  Secy. 

Utica  (N.  Y.)  Traffic  Club.  R.  E.  Fitch,  Pres.;  C.  E.  Dar- 
rigrand,  Secy,  and  Treas. 

Tulsa,  Okla. — Transportation  Club  qf  Tulsa.  J.  A.  Bernier, 
Pres.;  R.  C.  Hughes,  Secy. 

Waco  Traffic  Club  C.  H.  Carringer,  Pres.;  Lloyd  Bailey, 
Secy. 

Washington  Traffic  Club.  C.  E.  Phelps,  Pres.;  J.  T.  M.  Du- 
vail.  Acting  Secy. 

Wheeling  (W.  Va.)  Traffic  Club.  W.  H.  Higgins,  Pres.;  A. 
W.  Dowler,  Secy. 

Wichita  Traffic  Club.  G.  P.  Nissen,  Pres.;  H.  G.  Watts, 
Secy. 

Worcester  (Mass.)  Traffic  Association.  H.  A.  Rousseau, 
Pres.;  J.  H.  Lane,  Secy. 

York  (Pa.)  Traffic  Club.  W.  L.  Rupp,  Pres.;  J.  F.  Baird, 
Secy.-Treas. 


LOUISVILLE  AND  CINCINNATI   EQUALIZED 

An  equalization  of  Louisville  with  Cincinnati  as  to  class 
traffic  from  the  lower  peninsula  of  Michigan  to  points  in  the 
Atlanta  sub-territory  and  the  Carolinas  will  become  effective , 
March  15,  when  supplement  No.  7  to  Kelly's  I.  C.  C.  939  becomes 
operative.  The  territories,  of  destination  are  those  as  denned  in 
Kelly's  territorial  directory  3-C,  his  I.  C.  C.  655. 

This  equalization  will  be  due  to  the  fight  for  the  recognition 
of  Louisville  as  a  gateway  on  a  parity  with  Cincinnati,  on  traf- 
fic from  the  lower  peninsula  of  Michigan  to  the  southeast.     It 
will  be  accomplished  by  a  readjustment  of  class  rates  from  the  I 
territory  of  origin  to  New  Albany,  Ind.     The  general  committee  ; 
of  the  Central  Freight  Association  lines  agreed  to  the  change  j 
at  a  meeting  held  some  time  ago.     The  idea  was  that  the  neces- 
sary tariff  publication   could  be  accomplished   by   March   10  or 
earlier,  but  the  date  has  been  definitely  fixed  in  the  supplement 
placed  on  the  files  of  the  Commission. 


W.   &   L.   E.    BONDS 

The  Wheeling  &  Lake  Erie  Railway  Company  has  applied  to 
the  Commission  for  authority  to  issue  $884,000  of  G  per  cent  re- 
funding mortgage  bonds  to  reimburse  its  treasury  for  expendi- 
tures made  therefrom.  The  bonds  will  be  pledged  for  loans  from 
the  government. 
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HM1.I1MCO   M»  IN»UR*N 

TCCI^MONI  HARRISON      1OHO  -  IP-It 


FOR  thirty-seven  years  we  have  been 
serving  Domestic,  Import  and  Export 
shippers,  meeting  every  requirement 
that  would  be  expected  of  a  house  of  our  size, 
yet    giving    that    sincere    personal    service 
which  demonstrates  our  interest  in  the  up- 
building of  trade. 

The  large  volume  of  tonnage  controlled  by 
us  assures  shippers  of  the  lowest  ocean  and 
marine  insurance  rates. 

Consolidated  cars  despatched  East  and 
West. 

D.  C.  ANDREWS  &  CO.,  Inc. 


New  York 

Boston 

Philadelphia 

Baltimore 


Established   1884 

14  East  Jackson  Boulevard 
CHICAGO 


New  Orleans 

San  Francisco 
Seattle 
Buenos  Aires 


A.  C.  SHERRARD,  Chicago  Manager 

Agents  Throughout  the  World.  Telephones:  Harrison  1048-1049 


The  Traffic  Manager's  Helper 

Because. 


If  He  Wants 
He  Can  Get 


/  A  single  rate  or  a  thousand — rail  or  water. 
'  A   Copy  or  Digest  of  a  decision  of  the  I.  C  C 
A  Copy  or  Digest  of  a  tentative  report  of 

an  I.  C.  C.  Examiner. 
A  Copy  or  Digest  of  a  complaint  filed  with 

the  I.  C.  C. 

A  Copy  or  Digest  of  an  order  of  the  Fed- 
eral Trade  Commission. 
A  Copy   or  Digest  of   a   decision   of   the 

Treasury  Department 
A  Copy  of  any  resolution  introduced  in  the 

U.  S.  Senate  or  House. 
A  specially  prepared  opinion  on  any  traffic 

problem. 
A  specially  prepared  legal  opinion  relating 

to  interstate  traffic. 
An  interpretation  of  any  rule  or  provision 

of  any  tariff. 
An  interpretation  of  any  rule  or  provision 

of  the  Consolidated  Classification. 
An  interpretation  of  any  demurrage,  stor- 
\  age  or  car  service  rule. 

Our  jocation,  long  experience,  complete  and  efficient  or- 
ganization enables  us  to  render  a  prompt  and  reliable 
service  to  the  shipper  that  with  others  is  impossible. 

Four  distinct,  thoroughly  equipped,  efficiently  handled  depart- 
ments, viz. : 

RATE  DEPARTMENT 
TARIFF  DEPARTMENT 
LEGAL  DEPARTMENT 
SPECIAL  SERVICE  DEPARTMENT 

Your  inquiries  are  solicited.  Full  particulars  cheerfully  furnished 
on  request.  Our  service  is  sold  by  the  hour  or  by  the  year. 

"At  Your  Service" 

THE  TRAFFIC  SERVICE  CORPORATION 

Colorado  BIdg.,  Washington,  D.  C. 


Be  a  Certified 

Traffic  Manager 

Learn  By  This 

New  Quick  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Get  into  this  new  biff  pay  field  now  1  The  traffic  director  of  a  Detroit 
concern  earns  $19,500  a  year — a  Cleveland  traffic  man  receive*  $24,000. 
Of  course  every  man  cannot  equal  these  brilliant  successes,  but  number- 
less traffic  positions  pay  from  $2,600  to  $10.000  a  year.  The  work  u 
fascinating  and  intensely  interesting  and  the  rewards  are  big.  Thou- 
sands of  men  are  needed  now.  Why  don't  you  Qualify  for  one  of  thes* 
biff  pay  jobs? 

Learn  in  Spare  Time 

You  can  quickly  master  the  secrets  of  traffic  management  through 
our  simple  method  of  spare  time  study.  The  American  Commerce  Asso- 
ciation staff  of  experts  can  qualify  yon  for  a  good  traffic  job  In  an 
amazingly  short  time.  You  don't  need  to  take  a  moment's  time  from 
your  present  work — and  after  yon  have  qualified  we  assist  you  to  secure 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  send  you  this  free  illustrated  book  on  traffic  management  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundreds  of  suc- 
cessful members  and  what  they  say  of  the  A.  C.  A.  Learn  how  we  can 
help  you  to  a  lasting  success  and  a  position  of  prestige  and  importance. 
Don't  delay  I  Send  us  a  postal  today  1  Address 

AMERICAN  COMMERCE  ASSOCIATION 

Dept.  22-B  4043  Drexel  Blvd.,  Chicago,  111. 


THE  TARIFF  FILINGS 

Rejections  and  Suspensions 

The  Embargo  Notices,  Modifications,  and 
Cancellations 

The  Fourth  and  Sixth  Section  Orders 

AND  THE 

Consolidated  Classification 

AND 

Railroad  Rate  Committee 

DOCKETS 

Are  All  Now  Promptly  Printed  In 

THE  DAILY  TRAFFIC  WORLD 

AND 

THE  WEEKLY  TRAFFIC  BULLETIN 

Samples  and  full  information  free  on  request 

THE  TRAFFIC  SERVICE  CORPORATION 

(Publisher.  The  Trmffic  World) 

418  South  Market  Street  Chicago,  III. 
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Digest  of  New  Complaints 


No.    12014,    Sub.    No.    1.      Equity   Co-operative    Packing   Co.,    Haggart, 
N.  D..  vs.  Northern  Pacific. 

I'njust,  unreasonable,  unduly  preferential  rates  on  fresh  meats 
and  packing  house  products  from  Haggart.  N.  D.,  to  St.  Paul  and 
Duluth,  Minn.,  and  Chicago,  111.  Asks  reparation. 

No.    12100.      Beaumont    Chamber   of   Commerce,    Beaumont,    Tex.,    vs. 
John  Barton  Payne,  as  agent,  et  al. 

Unjust  and  unreasonable  rates  on  gas,  oil  and  coke  from  Chaison 
to  Beaumont,  Tex.,  by  reason  of  rates  ordered  effective  June  25, 
1918.  Asks  for  reparation  to  a  per  car  rate  of  $15. 

No.  12109.     The  Ault  &  Wiborg  Co.,  Cincinnati,  vs.  P.  C.  C.   &  St.  L. 
et  al. 

Against  a  rate  of  16%c  on  barytes  from  Ivorydale,  O..  to  Argo, 
111.,  by  reason  of  error  in  constructing  rate  in  compliance  with 
the  rule  of  disposition  of  fractions.  Asks  for  a  rate  of  16c  and 
reparation  to  that  basis. 

No.    12110.      Mid-Continent   Equipment   and  Machinery   Co.,    St.    Louis, 
vs.  Chicago  &  Alton  et  al. 

TTnjust  and  unreasonable  rates  on  new  rails,  fish  plates,  track 
bolts  and  nuts  from  St.  Louis  to  Springfield,  111.  Asks  a  rate  ,-of 
$1.90  and  reparation. 

No.    12111.      The    Pioneer   Pole    and   Shaft    Co.,    Piqua,    O.,    vs.    Illinois 
Central  et  al. 

Unjust  and  unreasonable  rates  on  hickory  flitch  and  plank  from 
points  in  Kentucky,  Tennessee,  Mississippi,  Louisiana  and  Illinois 
to  Memphis  and  Cairo  by  reason  of  their  excess  over  the  rates  on 
sawed  heading,  rough  staves,  billets,  blocks,  etc.  Asks  for  rates 
no  higher  than  on  other  raw  material  of  that  character  and 
reparation. 

No.    12112.     Sloss-Sheffleld   Steel   and   Iron   Co..   Birmingham,   Ala.,    vs. 
John  Barton  Payne,  as  agent. 

Against  double  increases  on  coal  from  mines  in  Alabama  to  blast 
furnaces  in  the  same  state,  due  to  the  misapplication  of  G.  O. 
No.  28.  Asks  for  reparation. 

No.  12113.     Swift  &  Co.  et  al.  vs.  John  Barton  Payne,  as  agent,  et  al. 
Against  a  minimum  of  22,000  Ibs.  on  sheep  and  lambs  in  double- 
deck    cars    in    Official    Classification    territory    as    unjust    and    un- 
reasonable.    Asks  for  a  minimum  of  18,000  Ibs.   and  reparation  of 
about  $25.000. 
No.  12114.     Charleston  Milling  Co..  Charleston,  Mo.,  vs.  Mo.  Pac. 

Against  a  fifth-class  rate  of  47%c  on  corn  meal  from   Memphis. 
Tenn..  to  Charleston,  Mo.,  as  unjust  and  unreasonable  because  In 
excess  of  the  aggregate  of  the  intermediates.     Asks  for  reparation. 
No.  12115.     Helena  (Ark.)  Traffic  Bureau  et  al.  vs.  Mo.   Pac.  et  al. 

Unjust  and  unjustly  discriminatory  rates  on  ale  and  cereal  bev- 
erages from  Milwaukee.  Minneapolis  and  St.  Paul  at  various 
times  after  March  1,  1917.  to  Helena.  Ark.,  in  comparison  with 
rates  to  other  points  in  Arkansas.  Aslfs  for  reasonable  rates  and 
reparation. 

No.   12116.     American   Agricultural   Chemica'J-Ss.,   New  York  City,   vs. 
John  Barton  Payne,  as  agent. 

Unjust    and    unreasonable    rates    on    sulphuric    acid    from    Char- 
lotte,   N.    C.,    to  Greensboro.    N.   C.,    and    Columbia.    S.    C.,    due    to 
the  absence  of  commodity  rates.     Asks  for  reparation. 
No.  12117.     Stewart  Sand  Co.,  Kansas  City.  Mo.,  vs.  A.  T.  &  S    F    et  al 
Against  rates  on  sand  and  gravel   from   Grinter.   Kan.,   to  Kan- 
sas   City,    Mo.,    as    unjust    and    unreasonable    to    the    extent    they 
exceed  2c  and  2V4c.     Asks  for  reparation. 

No.    12118.      West    Kentucky    Coal    Co.,    Clay,    Ky..    vs.    John    Barton 
Payne,  as  agent. 

Against  a  rate  of  $3.45  a  ton  on  coal  from  Wheatcroft.   Ky..   to 
Clinton.  la.,  as  unjust  and  unreasonable  in  comparison  with  a  rate 
of  $1.95  via  another  route.     Asks  for  reparation. 
No.  12119.     Ault  &  Wibore  Co..  Cincinnati,  vs.   Southern  et  al 

Unjust,  unreasonable,  unduly  prejudicial  and  discriminatory 
rates  on  barium  sulphate  from  Sweetwater,  Tenn..  to  Cincin- 
nati and  St.  Bernard.  O.  Asks  cease  and  desist  order,  lust  and 
reasonable  rates  and  reparation. 

No.    12120.     Corona  Coal  Co.,  Birmingham,   Ala.,   vs.    Mississippi-War- 
rior Barge  Service  et  al. 

Against  the  practice  of  federal  barge  service  of  making  rates 
on  rail-and-water  coal  to  New  Orleans  and  Mobile  the  same  as 
all-rail  rates  on  coal  as.  unjustly  discriminatory  against  coal  Asks 
for  cease  and  desist  order  and  reparation. 

No.  12121.     Fort  Smith.  Subiaco  &  Rock  Island  R.  R.  Co.  vs.  Aberdeen 
&  Rockfish  et  al. 

Application   for   through    routes   and  joint   rates   from   points   on 
comnlamant's  road  to  destinations  on  rails  of  its  connections 
No.  12122.     Traffic  Bureau  of  Nashville,  Tenn.,  vs.  L.  &  N    et  al 

Against  second-class  rating  on  salted  peanuts  in  fiber  or  metal 

cans  or  cartons,    in   barrels  or  boxes,   as  unjust  and   unreasonable 

in  comparison  with  the  ratings  on  other  and  similar  edible  articles 

as  peanut  butter,  bakery  goods,  etc.     Asks  for  third  class,  L.  C.  L. 

No.  12124.     W.  A.  Wimsatt,  Washington,  D.  C..  vs.  B.  &  O    et  al 

Unjust,  unreasonable,  unduly  preferential  and  unduly  preju- 
dicial rates  on  lumber  and  other  commodities  within  District  of 
Columbia.  Asks  cease  and  desist  order  and  just  and  reasonable 
rates. 

No.  12125.     American  Magnesia  Products  Co.,  Chicago,  vs.  Muscatine 
Burlington  &  Southern  et  al. 


. 

T,  a  rate  of  llc  on  43  carloads  sand  from  Muscatine,  la.,  to 

Hawthorne,  .111.,  as  unjust  and  unreasonable  because  in  excess  of 
per  ton.    Asks  for  reasonable  rates  and  reparation. 

No-  A21f6-~  Parkersburg  Rig  and  Reel  Co.,   Parkersburg,  W.  Va     vs 
is.  &  O.,  Payne  et  al.* 

Unjust  and  unreasonable  rates  on  three  cars  of  steel   calf  and 
bull  wheel   shafts  and   one   car  steel   crown    blocks   from   Parkers- 
burg to  Eastland  and  Ranger,  Tex.    Asks  for  reasonable  rates  and 
' 


. 
No.  12127.     Swift  &  Co.  vs.  St.  Louis-San  Francisco  et  al 

Against  a  rate  of  77M;C  on  fresh  meats  and  39c  on  packing  house 
products    from   Kansas    City   to   Tulsa.    Okla.,    as    unjust    and   un- 
f°r   reasonable   rates   and   reparation   of  about 


No.  12128.    .Armour  &  Co.  vs.  C.  &  N.  "W.  et  al 

Against  a  rate  of  36Hc  per  100  Ibs.  on  C.  L.  canned  condensed 
from  Denmark,  Wis..   to  Bangor.  Me.,  as  unjust  and  unrea- 
M      fSSS.  e«  ^sks  for  reasonable  rate  and  reparation. 

Payne    a  ibra8ll"  Bridse  Supply  and  Lumber  Co.,  Omaha,  vs.  J.  B. 

I'njust  and  unreasonable  rates  T>h  cvpress  piling  from  Harernvo 

!»o&dr  a^pa'ratftn    tO   M°rriitL'   A?k'    '^S^SSfSA 

N°'  12Un0i,,<,?lan<ifrci  Oil  Co'  (Kentucky)  vs.  J.  B.  Payne,  as  agent. 

t    and    unreasonable    rates    on    petroleum    products    from 


Cushing  and  other  refining  points  in  Oklahoma  to  Bardstown  am 
other  points  in  Kentucky  by  reason  of  non-application  of  com 
muted  rate  on  gasoline  or  in  the  alternative  of  the  combinatioi 
on  Alton,  111.,  on  such  shipments.  Asks  reasonable  rates  am 
reparation. 

No.   12131.     Cleveland  Provision  Co.,   Cleveland,   O.,   vs.   A.   T.   &  S.  F 
et  al. 

Unjust  and  unreasonable  rates  on  live  stock  from  points  o 
origin  in  Illinois,  Indiana  and  other  middle  west  states  to  Cleve 
land,  through  the  refusal  of  carriers  to  unload  live  stock  at  t'h  \t 
land  or  make  allowance  therefor.  Asks  for  reasonable  rates  am 
reparation  of  about  $10,000. 

No.  12133.     Monarch  Mills,  Chattanooga,  Tenn.,  vs.  Central  of  Georgk 
et  al. 

Unjust  and  unreasonable  rates  on  velvet  bean  meal  from  point: 
of  origin  in  Georgia  to  Chattanooga.  Asks  reasonable  rates  anc 
reparation. 

No.    12134.     The   Manufacturers'   Assn.    of  Connecticut,    Inc.,    vs.    Join 
Barton  Payne,  as  agent. 

Unjust  and   unreasonable  rates  on   coal  between   points  in  Con 
necticut  and  from  points  in  Rhode  Island  to  points  in  Conin 
during  period  between  June  24,   1918,   and  October  21,   1U18.     Asks 
reparation. 

No.    12135.      Joseph    Sussman,    doing   business    under   name   of  Tacom. 
Junk  Co.,  Tacoma,  Wash.,  vs.  Northern  Pacific. 

Unjust  and  unreasonable  rates  on  scrap  iron  from  Sidney    Mont 
to   Tacoma,    Wash.,    and   from   Billings,    Mont.,    to   Tacoma.      \sk'- 
reparation. 

No.   12136.     The  Baltimore  Trust  Co.   et  al.,   Baltimore,   Md.,   vs     Johi 
Barton  Payne,   as  agent. 

Unlawful  demurrage  charges  on  cars  of  material  and  coal  con- 
signed to  the  Hess  Steel  Corporation  at  Baltimore  .Mil.  in  Junt 
and  July,  1918.  Asks  reparation. 

No.    12137.      West    Virginia   Metal    Products    Corporation    vs.    B     &    0 
et  al. 

Excessive,    unreasonable   and   unjust   discriminatory   and   prefer- 
ential rates  on  metal  products  from  and  to  Fairmont,  W.  Va.    AAl 
cease  and  desist  order  and  just  and  reasonable  rates 
No.   12138.     The  Parkersburg  Rig  and  Reel  Co.,  Parkersburg    W    Va 
vs.  M.  K.  &  T.  et  al. 

Unreasonable,    exorbitant,    unjustly    discriminatory    and    undul\ 
prejudicial   rates  on  wooden  tank  staves  and  heading  and 
and   including  iron  or  steel  fixtures,   as   band   iron   and   lugs    used 
in   construction   of   tanks,    from    Tulsa.    Okla.,    and   from   points   IT 
Texas  to  Kentucky  destinations,  in  that  rates  exceeded  and  < 
charges  of  transportation  of  staves  and  heading  in  straight   <  '    I 
lots  and  the  iron  and  steel  fixtures  at  L.   C.   L.,  and  also  In  > 
they  exceed  or  exceeded   contemporaneous   rates-  on    lumber   fron 
which    tank    staves    and    heading    are    manufactured.      Asks    ceast 
and  desist  order,  just  and  reasonable  rates  and  reparation 
No.   12139.     The  American  Agricultural   Chemical   Co..    New  York,   vsi 
John  Barton  Payne,  as  agent. 

Unjust  and   unreasonable   rate  on   cottonseed   cake   from   Savan- 
nah.  Ga.,   to  Alexandria,  Va.,   January  12,    1918.     Asks   reparation 
No.  12140.     The  Loewenthal  Co.,  Chicago,  vs.  C.  &  N.  W.  et  al. 

Unjust,   unreasonable,  unduly  discriminatory  and  unduly  IH 
ential    and    prejudicial    rates   on    scrap    rubber,    scrap    metals    anc1 
junk   from    points    in    state    of    Texas    to    Chicago,    because    of    in- 
creased  differentials   under  Ex   Parte   74.    Chicago  over  St     Louis 
from  6c  to  lOc.     Asks  for  reasonable  rates  and  reparation. 
No.  12141.     Mississippi  Valley  Iron  Co.,  St.  Louis,  vs.  C.  B.  &  Q.  .-t    i! 

Unjust  and  unreasonable  rates  on  coke  from  Minneapolis  to  Stl 
Louis.  Asks  for  reasonable  rates  and  reparation 

No.  12142.     John  M.  Buckland,  trading  as  National  Slag  Co     Allentown: 
Pa.,  vs.  P.  &  R.  et  al. 

Against  a  rate  of  $1.90  on  slag  from  Kmaus,  I'a..  to  Wost  Col- 
lingswood,  N.  J.,  as  unjust  and  unreasonable.  Asks  for  reason- 
able rates  and  reparation. 

No.  12143.    Gulf  Refining  Co.  of  Louisiana  et  al.  vs.  St.  L.-S.  F.  et  all 

Against  a   rate   of  50c   on   gasoline    from   West  Tulsa     Okla     id 

Avondale,    La.,   as   unreasonable    because    in   excess   of  rate  of  3Sd 

from   West   Tulsa  to  Gretna,   La.     Asks  for  reasonable   rates  an 

reparation. 

No.  12144.     Midland  .Coal  Co.  et  al.,  Williams,  Okla.,  vs.   Midland  Val- 
ley et  al. 

Unjust  and  unreasonable  rates  on  coal   from  Williams.   Okl.-i      t. 
Kansas  City,  Mo.    Asks  for  reasonable  rates  and  reparation. 
No.    12145.     Fairmont   &   Cleveland   Coal   Co.,    Fairmont.    W.    Vu      vs 
B.  &  O.  et  al. 

Unjust  and  unreasonable  rates  on  coal  from  Hood  Mine,  W  VMI 
to  destinations  in  New  York  and  New  Jersey  by  reason  of  addH' 
tional  charges  assessed  by  the  New  York  Transit  Co  Asks  foii 
reasonable  rates  and  reparation. 

No.  12146.      National   Live  Stock  Shippers'   League   ft    a  I     vs     \     T    & 
S.  F.   et  al. 

Unjust,    unreasonable   and   discriminatory    rates  on   live   stock  !M 
western    district   because   of   advances   under    Ex    Parte    74.      Asks 
just  and  reasonable  rates  by  reducing  advance   in  western   groan 
30  per  cent  and   in  Mountain-Pacific  group  20  per  cent 
No.  12147.      Gulf   Production   Co.,    Pittsburgh.    Pa.     vs     Midland    Va1lc\ 
et  al. 

Unjust   and   unreasonable   rate  of  90c   on    tank    iron     k     ci      from 

Jenks,  Okla.,   to  East  Columbia,   Tex..   January  17.   1919    in   that    ii 

exceeded  rate  of  69c  in  effect  from  Tulsa  and  Sand  Springs,   Okla.,: 

to  same  destination.     Ask    resparation. 

No.   12147.     Sub.  No.  1.     Gulf  Pipe  Line  Co.,  Pittsburgh.  I'a..  vs.  Same. 

Unjust  and   unreasonable   rate  of  70c  on   plate   iron,   k    d.     fro«l 
Watkins,  Okla.,   to  Raywood,   Tex.,   in  that   it  cxceedrd   li'.ic.     Asksi 
reparation. 
No.   12147.     Sub.   No.  2.     Same  vs.  Same. 

Unjust  and   unreasonable  rate  of  90c  on   plate  iron     k     d      froin 
Watkins,   Okla..   to  East  Columbia,   Tex.,   in   that   it  exceeded  6X| 
Asks  reparation. 
No.    12147.     Sub.    No.   3.     Gulf  Production  Co.  vs.  Same. 

I'njust   and   unreasonable  rate  of  90c  on   tank   iron.   k.   d..   frorftl 
Watkins,   Okla.,   to  East  Columbia,   Tex.,    in   that  it  exceeded   ratel 
of  69c. 
No.    12147.      Sub.    No.    4.      Same   vs.    St.    L.ous-San  Francisco  et  al. 

Unjust  and  unreasonable  rate  of  66^4c  on  iron  pipe  from  Bowl 
den,  Okla.,  to  Eastland.  Tex.,  in  that  it  exceeded  4  lc.  Asks  repa-H 
ration. 

No.  12148.      Andrew   Dutton    Co.    et    al.,    Boston,    Mass.,    vs.    Santa   Fel 
et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  kapok,  imported,  from  Pacific  coast  ports  to  Boston!! 
and  other  Atlantic  seaboard  points.     Asks  reparation  of  $21,055. 
No.  12149.     Armour  &  Co.   vs.   Erie  et  al. 

Unjust   and    unreasonable   charge   of   $15   per   car   during   federal'' 
control    and    $21    thereafter   on    shipments    of    meats.    lard,    > 
milk    and    other   food    products    from    Jersey    City    to    Weehawken, 
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Havana  Line 

MERCHANTS  AND  MINERS 
TRANSPORTATION  COMPANY 

i  i:«i:iiilUlM-ii   1854) 

Norfolk — Newport  News — Havana 

A-l  Steel  S.  S.  "LAKE  FABYAN"  Ready  February  15 
A  Steamer February  28 

Charters  arranged  for  full  cargoes  to  any  port 

Shippers  will  avoid  many  difficulties  and  attend- 
ant losses  by  forwarding  their  business  via  this 
regular  established  line,  operating  fast  steel 
steamers. 

Through  export  bills  of  lading  issued  from  all 
interior  points. 

Cheaper  Rates  from  Interior  Points  ria 
Norfolk  and  Newport  News 

For  Rates  and  Space  apply  to 

C.  S.  Buford,  Commercial  Agent 
W.  W.  Tull,  General  Agent 
C.  H.  Maynard,  General  Agent 
M.  V.  Molanphy,  General  Agent 
C.  M.  Haile,  General  Agent 
A.  E.  Porter,  General  Agent 
A.  L.  Bongartz,  General  Agent 
L.  T.  Fowler,  Commercial  Agent 
W.  H.  Miller,  General  Agent 
R.  M.  Griffin,  Local  Agent 
J.  R.  Bell,  Freight  Representative 

A.  W.  GRAVES,  Manager,  Baltimore,  Md. 


Atlanta,  Ga. 
Baltimore,  Md. 
Boston,  Mass. 
Havana,  Cuba 
Jacksonville,  Fla 
Norfolk,  Va. 
Philadelphia,  Pa 
Pittsburgh,  Pa. 
Providence,  R.  I 
Savannah,  Ga. 
St.  Louis,  Mo. 


Pacific — Caribbean — 
Gulf  Line 

(Swayne  and  Hoyt,  Inc.,  Owner*) 

Steel  Steamers 
DIRECT    SERVICE 

BETWEEN 

New  Orleans,  San  Francisco, 

Los  Angeles  Harbor,  Portland, 

Tacoma  and  Seattle 

Via  Panama  Canal 

New  Orleans — Puerto  Colombia  and  Cartagena,  Col.,  S.  A. 

ALSO 

Canal  Zone  and  Panama,  West  Coast  Ports  of  Central 
America  and  Mexico,  and  Transhipment  Service  via  Cris- 
tobal, C.  Z.,  to  West  Coast  Ports  of  South  America  as 
Cargo  Offers. 

S.S.  ELDORADO— Loading  New  Orleans  About  Feb.  18th 
S.S.  EASTERN  SWORD  — About  Feb.lSthl^c 
S.S.  IRIS— Loading  New  Orleans  Early  March 
S.S.  ALVARADO— Loading  New  Orleans  Early  April 

Rates  quoted,  booking*  and  other  information  furnished  upon  application 

THE  J.  H.  W.  STEELE  COMPANY,  Agents 

630  Common  St.,  New  Orleans,  La. 


220— ZItt  Street 
Galreiton,  Texas 


OFFICES  ALSO  AT 

50  Broad  Street 
Texas  Gty       New  York  City 


485  California  Street 
San  Fnnciieo,  Calif. 


WARD  LINE 

Regular  Services  and  Frequent  Sailings 

Belgium,  France,  Germany,  Holland, 
Portugal,  Spain,  Canary  Islands,  Argen- 
tine, Brazil,  Bahamas  (Nassau),  Cuba, 
Mexico,  River  Plate, 
Uruguay,  West  Indies. 


Sailing  litt  and  information 
on  application. 

All  Standard  Code*. 


GENERAL  AGENCIES 

M.  L.  Schulti,  1501  Msrquttte  Bld|.,Chica|e,lll 
Dudley  Thomas,  1012  Whitney  Bldg.. 

New  Orleans,  La. 

Wm.  Harry  Smith,  24  Oncioi  St.,  Hitana,  Cuba 
J.  H.  W.  Steel  Co.,  Galveston,  Tens 

New  York  and 
Cuba  Mail  S.  S.  Co. 

GENERAL  OFFICES 
Foot  of  Wall  St.,  New  York.N.Y. 


CUNARD 

ANCHOR    „ 

ANCHOR-DONALDSON 


Regular  Services 


NEW  YORK 
BALTIMORE 
MONTREAL 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 

ANTWERP 

HAMBURG 

MEDITERRANEAN 


Between 


and 


BOSTON 
PHILADELPHIA 
PORTLAND,  ME. 

LIVERPOOL 

SOUTHAMPTON 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 

LEVANT 


General  Offices:    2  1 -24  Slate  St.,  N.  ¥.  City 

Chicago  Office: 
Cunard  Bldg.,  14O  N.  Dearborn  Street 


Atlanta.    55    N.    Forsyths 
St. 

Baltimore,    107  E.   Balti- 
more St. 

Boston.    126  State  St. 

Cleveland,     Hotel    Cleve- 
land    Bldg. 

Detroit.     34     WuhlngtM 
Blvd. 

Minneapolis.      Third     St. 
and    Second   Avft.,    So. 

Montreal.  20  Hospital  St. 

Ntw  Orleans.   205  St. 
CharlM  St. 


Philadelphia.    13(0    Wal- 
nut St. 
PlttiOwib.  712  S«lth«.U 

St.   Louie,    M3>  Olhnt  St. 

San   Francisco,  Ml    Mar- 
ks! St. 

Seattle.   621    Seeead   AM. 

Vancouver,    622    Haitian 
St.   W. 

Washington.    0.    C..    117 
14th  St.   N.  W. 

Wlnnlpei.  270  Main  St. 
Or  Loeal   Ateeti 
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N.  J.,  in  that  $15  exceeded  $12.50  and  $21   exceeded  $17.50.     Asks 

cease  and  desist  order,  Just  and  reasonable  rates  and  reparation. 

No.  12150.     Cambria  Steel   Co.   et  al.,   Philadelphia,   vs.    Pennsylvania 

Gt    'i  I 

Unjust  demurrage  charges  on  shipments  of  iron  ore,  sand,  clay, 
coal,  slag  and  flue  dirt  because  shipments  were  frozen  in  transit 
so  as  to  prevent  unloading  during  prescribed  free  time.  Asks 
cease  and  desist  order,  just  and  reasonable  charges  and  reparation. 
No.  12151.  Corn  Products  Refining  Co.,  Granite  City,  111.,  vs.  John 
Barton  Payne,  as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory  rates  on  syrup, 
syrup  Jelly  feed,  meal  and  other  commodities,  from  Granite  City, 
111.,  to  points  of  destination  within  switching  limits  of  St.  Louis 
during  federal  control.  Asks  reparation. 

No    12152.      H.    D.    Lee   Flour  Mills  Co.    et   al.,    Salina   and   Lmdsborg, 
Kan.,  vs.  John  Barton  Payne,  as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential rates  on  flour  from  Salina  and  Lindsborg,  Kan.,  to  Gal- 
veston,  Tex.,  for  export.  Asks  reparation. 

No.  12153.      The   Charles   Boldt   Paper   Mills    Co.,    Cincinnati,    O.,    vs. 
John  Barton  Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  coal  from  Harveyton,  Ky., 
to  Red  Bank,  Cincinnati,  O.  Asks  reparation. 

No.  12154.     New   York  &   New  Jersey  Lubricant  Co.,   Newark,   N.   J., 
vs.  Lehigh  Valley  et  al. 

Unreasonable,  discriminatory  and  prejudicial  rates  on  petroleum 
lubricating  oil  and  grease  from  Newark,  N.  J.,  to  Charlotte,  N.  C., 
and  Atlanta,  Ga.,  during  federal  control.  Asks  reparation. 

A.  R.  A.  FREIGHT  STATION  SECTION 

A  freight  station  section  has  been  created  in  the  operating 
division  of  the  American  Railway  Association  and  a  temporary 
committee  of  direction  has  been  appointed  to  organize  and 
handle  the  work  of  the  section.  The  personnel  of  the  temporary 
committee  of  direction  is  as  follows:  C.  E.  Fish  (chairman), 
freight  agent,  Baltimore  &  Ohio  Railroad,  Cincinnati,  Ohio;  J.  C. 
Gilmore,  freight  agent,  Pennsylvania  Railroad,  Philadelphia, 
Pa.;  C.  M.  Teschemacher,  freight  agent,  Chicago  &  Alton  Rail- 
road, Chicago,  111.;  E.  L.  Kemp,  general  agent,  Union  Stock  Yard 
Agency,  Chicago,  111.;  J.  L,.  Harrington,  freight  agent,  Chicago, 
Burlington  &  Quincy  Railroad,  Omaha,  Neb.;  C.  E.  Cochrane, 
freight  agent,  Pennsylvania  Railroad,  Baltimore,  Md.;  C.  Treat 
Spear,  freight  agent,  Chicago,  St.  Paul,  Minneapolis  &  Omaha 
Railroad,  St.  Paul,  Minn. ;  W.  F.  Jennings,  freight  agent,  Southern 
Railroad,  Cincinnati,  Ohio;  L.  H.  Caswell,  freight  agent,  Chicago 
Great  Western  Railroad,  Minneapolis,  Minn.  Its  officers'  are: 
C.  E.  Fish,  chairman;  J.  C.  Gilmore,  first  vice-chairman;  C.  M. 
Teschemacher,  second  vice-chairman;  R.  O.  Wells,  secretary. 

VA.  SOUTHERN   MORTGAGE 

The  Virginia  Southern  Railroad  Company  has  been  author- 
ized by  the  Commission  to  issue  a  promissory  note  of  $37,000, 
bearing  6  per  cent  interest,  to  the  First  National  Bank,  of  Rich- 
mond, Va_,  which  has  agreed  to  advance  to  the  carrier  $37,000 
for  the  payment  of  a  past  due  mortgage  of  $75,000.  The  Com- 
mission has  approved  a  loan  of  $38,000  to  the  carrier  for  the 
remainder  of  the  amount  due  on  the  mortgage.  The  Commis- 
sion also  authorized  the  company  to  issue  $150,000  of  first  mort- 
gage 6  per  cent  gold  bonds  and  to  pledge  $76,000  of  them  as  se- 
curity for  the  loan  from  the  United  States  and  to  pledge  $74,000 
of  them  as  security  for  the  note  to  the  First  National  Bank. 


L.  &  N.  BONDS 

The  Louisville  &  Nashville  Railroad  Company  has  applied 
to  the  Commission  for  authority  to  issue  $3,500,000  of  6  per  cent 
first  mortgage  bonds,  secured  by  a  first  mortgage  on  the  property 
of  the  Southeast  &  St.  Louis  Railway  Company,  for  $3,500,000. 
The  proposed  bonds  are  to  be  used  in  retiring  $3,500,000  of 
bonds  maturing  March  1,  1921,  under  a  mortgage  of  the  S.  & 
St.  L.,  which  company's  road  was  leased  to  the  L.  &  N.  in  1881 
for  49  years.  The  L.  &  N.  also  owns  all  of  the  outstanding 
stock  of  the  S.  &  St.  L.  That  part  of  the  proposed  issue  which 
holders  of  maturing  bonds  will  not  accept  in  exchange  will  be 
sold  at  not  less  than  par. 


C.  &  E.  I.  REORGANIZATION 

The  Traffic  World  Washington  Bureau 

The  proposed  plan  of  the  Chicago  &  Eastern  Illinois  Rail- 
way Company  to  acquire  the  property  of  the  Chicago  &  Eastern 
Illinois  Railroad  Company  under  a  decree  of  foreclosure  by  a 
federal  court  in  Illinois  has  been  approved  by  the  Commission 
in  a  report  and  order  in  Finance  Docket  No.  1146.  Under  the 
order  the  applicant  is  authorized: 

(1)  to   issue    $4.285,000,    principal    amount,    of   prior   lien    or    first 
mortgage  bonds;   $32,156,000,   principal   amount,   of   general   or   second 
mortgage  bonds;   $24,030,150,   par  value,   of  preferred  stock,   and   $25,- 
500,000,  par  value,  of  common  stock: 

(2)  to  assume  liability  for  the  payment  of  the  principal   and   in- 
terest of  $91,000,  principal  amount,  of  Chicago  &  Eastern  Illinois  Rail- 
road Company's   first   mortgage   extension   bonds;   $2,736,000,   principal 
amount,  of  Chicago  &  Eastern  Illinois  Railroad  Company's  first  con- 
solidated   mortgage    bonds;    $142,000.    principal    amount,    of   EvansvilJ-e 
Belt   Railway    Company's    first    mortgage    bonds;    $1,640,000.    principal 
amount,    of    series    H    equipment    obligations    issued    by    Chicago    & 
Eastern  Illinois  Railroad  Company,  and  $741.000,  principal  amount,  of 
United  States  equipments  issued  by  the  receiver  of  Chicago  &  Eastern 
"I1"018    Railroad    Company    to    director-general    of    railroads.    United 
States  Railroad  Administration;  and 

(3)  In  the  event  that  a  loan  of  $785,000  be  made  to  applicant,  under 


section  210  of  the  transportation  act,  1920,  as  amended,  and  in  the 
event  that  the  director-general  of  railroads  shall  lend  $3,500,000  to 
William  J.  Jackson,  receiver  of  Chicago  &  Eastern  Illinois  Railroad,  to 
issue  and  pledge  as  security  for  such  loans  such  additional  prior  lien 
or  first  mortgage  bonds  not  exceeding  in  aggregate  principal  amount, 
$1,071,000. 

Receivers  were  appointed  for  the  property  of  the  railroad 
company  May  27,  1913,  and  the  receivership  has  continued  since 
that  time.  Committees  representing  90  per  cent  of  the  railroad 
company's  general  consolidated  and  first  mortgage  bonds,  80  . 
per  cent  of  its  refunding  and  improvement  mortgage  bonds,  89 
per  cent  of  the  .Evansville  &  Terre  Haute  Railroad  Company's 
first  general  mortgage  bonds,  62  per  cent  of  the  latter  company's 
refunding  mortgage  bonds  and  substantially  all  of  the  railroad 
company's  stock,  determined  on  the  reorganization  program. 
The  applicant  company  was  organized  to  purchase  certain  of  ' 
the  properties  under  the  decree  of  foreclosure.  Under  the  plan 
of  reorganization  the  total  capitalization  will  be  $91,321,150,  and 
the  applicant's  interest  charges  will  be  $2,169,628,  as  against 
$4,288,581  of  the  old  company. 

"It  is  represented  to  us  by  the  applicant  that,  with  the 
issuance  of  the  securities  contemplated,  the  applicant  will  be 
amply  'financed,  and  thus  will  be  in  a  position  fully  and  effi- 
ciently to  perform  its  duties  as  a  common  carrier,"  the  Com- 
mission said. 


TELEPHONE   REVENUE 

The  Traffic  World   Washington  Bureau 

A  compilation  of  the  reports  of  65  telephone  companies  for 
October  by  the  Commission  shows  an  increase  in  the  number 
of  company  stations  from  8,438,587  to  9,111,315,  or  8  per  cent,  as 
compared  with  October,  1919.  Operating  revenues  increased 
from  $36,917,316  to  $42,402,287  or  14.9  per  cent;  expenses  from 
$27,125,565  to  $33,108,448  or  22.1  per  cent.  The  operating  income 
fell  from  $7,511,749  to  $6,824,476  or  9.1  per  cent. 

For  the  ten  months  ending  with  October  the  revenues  in- 
creased from  $335,652,309  in  1919  to  $401,689,503  or  19.7  per  cent; 
expenses  from  $248,077,374  to  $308,097,387  or  24.2  per  cent.   The 
operating  income  increased  from  $63,872,037   to  $67,149,112  or  | 
5.1  per  cent. 

WAREHOUSING  AND  DISTRIBUTING  ASSOCIATION 

The  Shippers'  Warehousing  and  Distributing  Association  was 
recently  organized  in  Chicago  by  traffic  managers  and  representa- 
tives of  manufacturers  and  merchants  who  distribute  their  mer- 
chandise and  manufactured  products  through  public  warehouses 
in  the  United  States  and  Canada.  This  organization  is  national 
and  its  purposes  are  to  bring  about  closer  co-operation  between 
manufacturer  and  warehouseman,  to  standardize  and  simplify 
forms,  documents,  and  reports,  and  to  standardize  rules,  prac- 
tices, and  services  in  relationship  between  warehousemen  and 
shippers.  The  association  plans  the  formation  of  a  central  bu- 
reau where  accurate  information  as  to  location  of  warehouses, 
their  facilities,  rail  and  water  connections,  and  character  may 
be  obtained  by  members  promptly.  The  officers  are:  President, 
John  Simon,  mgr.  transfer  dept.  Keystone  Steel  &  Wire  Co., 
Peoria,  111.;  first  vice-president,  A.  H.  Barnes,  traffic  mgr.,  Hor- 
lick's  Malted  Milk  Co.,  Racine,  Wis.;  second  vice-president,  Jno. 
J.  Sinnott,  traffic  mgr.,  F.  F.  Dalley  Corps.,  Ltd.,  Hamilton,  Can- 
ada; third  vice-president,  W.  B.  Everest,  traffic  manager,  West- 
inghouse  Elec.  &  Mfg.  Co.,  Pittsburgh,  Pa.;  general  counsel,  F. 
D.  Campau,  general  counsel,  Furniture  Manufacturers'  Ass'n, 
Grand  Rapids,  Mich.;  secretary,  K.  B.  Stiles,  239  West  39th  St., 
New  York  City;  treasurer,  P.  T.  MacKie,  D.  F.  A.,  American 
Sugar  Refining  Co.,  Chicago,  111. 


HEARINGS    POSTPONED 

Royal  McKenna,  appearing  for  the  Director-General  at  the 
hearing  on  No.  12046,  before  Examiner  Jewell,  in  Chicago,  Feb- 
ruary 9,  requested  a  postponement  on  account  of  the  illness 
of  his  chief  witness.  Attorneys  for  Armour  &  Co.  and  Swift 
&  Co.,  complainant  and  intervene!',  agreed  to  a  postponement 
and  requested  that  a  date  be  set  for  hearing  in  Washington,  as 
soon  after  February  23  as  possible. 

Hearing  in  No.  12027,  which  was  to  have  taken  place  before 
Examiner  Jewell  in  Chicago,  February  8,  was  postponed  at  the 
request  of  both  the  defendants  and  the  complainant.  Royal 
McKenna,  appearing  for  the  Director-General,  said  his  chief  wit- 
ness was  sick  at  his  home  in  Washington.  A.  R.  Miller,  attorney 
for  the  Illinois  Brick  Company,  said  he  had  an  important  case 
in  court,  for  which  the  jury  had  already  been  drawn  and  which 
was  to  be  tried  that  day.  The  examiner  indicated  that  he  would 
hear  the  case  February  17,  if  no  other  assignments  were  made 
by  the  Commission  in  the  meantime. 


L.  &  J.  BRIDGE  &  R.  R.  CO.  LOAN 

The  Commission  has  approved  a  loan  of  $162,000  to  the 
Louisville  and  Jeffersonville  Bridge  and  Railroad  Company  to 
enable  the  applicant  to  provide  itself  with  additions  and  better- 
ments to  way  and  structures. 
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SHIP*    THROUGH    THE 

Port  of  Los  Angeles 

The  Port  of  Los  Angeles  is  nearer  to  more  of  the  great  producing  and  con- 
suming centers  of  the  United  States  than  any  other  Pacific  Coast  port.  It  is 
served  by  transcontinental  railroads  that  are  open  to  traffic  the  year  round. 

Steamship  Service  to  All  Parts  of  the  World 


A  Harbor  Made  to  Order 


A  safe  harbor  for  any  size  vessel,  accessible  in  any 
weather. 

No  bar  to  cross;  48  feet  depth  at  low  tide  at 
entrance  to  the  harbor. 

Quiet  anchorage  within  five  minutes  from  the  open 
sea.  United  States  Government  has  expended  more 
than  $6,000,000  on  Port  improvements  and  is  now 
expending  more  than  $1,000,000  additional. 

City  of  Los  Angeles  has  expended  $5,500,000  for 
improvements  and  is  now  making  further  impor- 
tant improvements  with  a  new  appropriation  of 
$4,500,000. 

Lowest  port  charges  of  any  Pacific  Coast  port. 


More  than  2%  miles  of  municipal  wharf  frontage, 
including  some  of  the  finest  port  facilities  in  Amer- 
ica. Also  nearly  five  miles  of  privately-owned 
wharves. 

Five  municipal  transient  sheds,  with  9,750,000 
cubic  feet  of  storage  space. 

A  six-story  concrete  municipal  warehouse  with  a 
capacity  for  more  than  80,000  tons  of  storage. 

Municipal  Terminal  Railway  connecting  city 
wharves  with  three  transcontinental  railroads  and 
with  the  Pacific  Electric  Railway. 

Municipal  high  density  cotton  compress.  Only  one 
on  the  Pacific  Coast. 


Write  for  further  information 


Board    of    Harbor    Commissioners 

SUITE  33,  CITY  HALL,  LOS  ANGELES,  U.  S.  A. 


R.  B.  YOUNQ,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 


312-314-316  WILLIAMSON  STREET 


P.  0.  Box  985 


General      Storage  —  Re-Consigning  —  Distributing,       Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Broker* — Track    Connections    with    all     Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phone  No.  4883  SAVANNAH,  GA. 


CARLSON'S  INDUSTRIAL 

Traffic  Managers9  College 

Top  Floor  Tribune  Bldg.,  New  York,  N.  Y. 

Practical  Instructions  given  by  Expert  Traffic  Managers.  No 
Theory,  actual  use  of  tariffs  as  applied  to  Domestic,  Import  and 
Export  Shipping.  TEXT  MATTER  Includes  Important  changes  In 
Rules  and  Regulations,  up  to  date,  in  loose-leaf  form. 

Night  Classes.  Personal  Instructions  by  Mall. 

Prospectus    Free.  Correspondence    Solicited. 


CINCINNATI,  OHIO 

J.  C.  BUCKLES  TRANSFER  COMPANY 

67  Plum  Street 

FREIGHT  FORWARDING  AND  TRANSFER  AGENTS 

Distributors  and  Forwarders  of  Pool  Cars  a  Specialty 
Both  Team  and  Motor  Truck  Service.    Also  Export  Freight  Contractors 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Servlco  and  Carload 
Distributors 


PORTLAND.      OREGON 

OREGON  TRANSFER  COMPANY 

Established  In  1868 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  ref or  ward  ing  by  express  or  parcel  post. 

No  •witching-  charge  on  carload  shipment*. 


SEATTLE  TRANSFER  CO. 

123  Jackson  St.  Seattle,  Wash. 

Quick  Distribution  of  all  Pool  Can 
100,000  sq.  ft.  of  warehouse  space 
Warehouse-men  and  forwarders. 

ROCHESTER,  NEW  YORK 

General  Storage      Forwarding      Carload  Distribution 

Excellent  facilities  for  reshipptng  without  cartage.  Insurance  rat* 
12  cents.  Members  of  American  Warehousemen's  Association  an* 
American  Chain  of  Warehouses. 


B.    R.    A    P. 


Write  for  particulars. 
WAREHOUSE.    Inc.  KINO    AND    MAPLB    8T«. 


GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.  Ft.  Floor  Spsce  —  Fireproof  —  Bonded  —  $200,800  Capital 
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WESTERN  UNION-POSTAL  CASE 

The  Traffic  World  Washington  Bureau 

The  Commission  has  denied  the  application  of  the  Western 
Union  for  a  rehearing  in  No.  11131,  Postal  Telegraph-Cable  Co. 
vs.  Western  Union,  in  which  the  Commission  held  that  the  de- 
fendant was  unjustly  discriminating  against  the  Postal  in  re- 
fusing to  accept  messages  from  it  which  it  could  not  transmit 
over  its  own  wires,  except  on  payment  of  cash  in  advance,  while 
extending  credit  to  other  customers. 

In  the  application  for  rehearing,  the  Western  Union  said 
it  was  not  disposed  to  question  the  decision  of  the  Commission, 
although  not  convinced  that  it  was  right,  if  it  meant  that  the 
Western  Union  could  comply  with  the  order  by  charging  the 
messages  to  the  account  of  the  Postal.  It  said  that  if  it  was 
intended  that  the  Western  Union  should  resume  the  practice  of 
charging  the  messages  to  the  account  of  the  customer,  then 
a  different  question  would  be  presented. 

Denial  of  the  application  for  rehearing  leaves  the  question 
of  how  the  Western  Union  will  comply  with  the  order  to  re- 
move the  discrimination  to  that  company.  The  Postal,  in  its 
answer  to  the  application  for  rehearing,  said  the  Western  Union, 
in  the  old  days  used  to  give  John  Smith,  for  instance,  credit 
when  he  sent  his  messages  directly  to  the  Western  Union  office, 
but  deny  it  to  him  if  he  sent  the  message  through  the  agency 
of  the  Postal,  so  there  was  discrimination  against  both  Smith 
and  the  Postal  because,  after  the  return  of  the  wires  to  the 
telegraph  companies,  the  Western  declined  to  give  credit  to 
either  Smith  or  the  Postal  on  messages  forwarded  to  the  send- 
ing office  in  that  way. 

MINOR  COMMISSION  ORDERS 

The  Commission  has  denied  petitions  of  the  Director-General 
for  rehearing  in  the  following  cases:  10829,  Southport  Mill,  Ltd., 
vs.  Director-General  as  Agent  A.  T.  &  S.  F.  Ry.  et  al.;  10602, 
Procter  &  Gamble  Co.  vs.  Director-General  as  Agent  A.  T.  &  S.  F. 
Ry.  et  al.;  10507,  Chamber  of  Commerce,  Houston,  Tex.,  et  al.  vs. 
Director-General;  10941,  the  Texas  Cottonseed  Crushers'  Asso- 
ciation vs.  Director-General,  Northern  Pacific  Ry.  et  al.;  11007, 
and  Sub.  1,  Globe  Oil  Mills  vs.  Director-General  as  Agent  vs. 
Sou.  Pac.,  A.  T.  &  S.  F.  et  al.;  10599  and  10600,  Procter  &  Gamble 
Co.  vs.  Director-General  as  Agent,  C.  N.  O.  &  T.  P.  et  al. 

The  Commission  has  denied  defendant's  petition  for  rehear- 
ing in  No.  10236,  Diamond  Alakli  Co.  vs.  Fairport,  Painesville 
&  Eastern  Railroad  et  al. 

The  Commission  has  denied  petition  of  defendant's  petition 
for  rehearing  in  No.  10236,  Diamond  Alkali  Co.  vs.  Fairport, 
Painesville  &  Eastern  Railroad  et  al. 

The  Lake  Charles  Association  of  Commerce  and  the  Shreve- 
port  Chamber  of  Commerce  have  been  authorized  by  the  Com- 
mission to  intervene  in  Natchez  Chamber  of  Commerce  vs. 
Natchez  &  Southern  Ry.  et  al.,  No.  12009. 

In  12026,  Board  of  Railroad  Commissioners  of  the  State  of 
South  Dakota  vs.  Ahnapee  &  Western  et  al.,  the  Traffic  Bureau 
of  the  Sioux  City  Chamber  of  Commerce  and  the  St.  Paul  Asso- 
ciation of  Public  and  Business  Affairs  are  permitted  to  intervene. 

In  12048,  Omaha  Lave  Stock  Exchange  vs.  C.  M.  &  St.  P. 
et  al.,  the  National  Live  Stock  Shippers'  League  and  the  Sioux 
City  Live  Stock  Exchange  are  permitted  to  intervene. 

In  12096,  Botany  Worsted  Mills  et  al.  vs.  Boston  &  Albany 
et  al.,  the  Boston  Wool  Trade  Association  is  permitted  to  in- 
tervene. 

The  Commission  has  authorized  the  Perry  County  Coal  Cor- 
poration and  the  West  Virginia  Coal  Company  of  Missouri  to 
intervene  in  No.  12017,  St.  Louis-San  Francisco  Railway  vs  East 
St.  Louis  &  Suburban  Railway  Co.  et  al. 


RAILROAD  FUNDED  DEBT 

The  total  funded  debt  actually  outstanding  of  Class  I  roads 
on  December  31,  1919,  amounted  to  $9,066,869,117,  according  to 
compilations  made  by  the  Bureau  of  Railway  Economics  from 
annual  reports  of  carriers  to  the  Commission. 

The  total  debt  was  made  up  as  follows:  Mortgage  bonds. 
$6,888,178,767;  collateral  trust  bonds,  $812,793,130;  income  bonds, 
$210,641,110;  miscellaneous  obligations,  $784,083,135;  equipment 
obligations,  $271,161,225,  and  $11,750  of  receipts  outstanding  for 
funded  debt. 

The  funded  debt  of  the  Class  I  roads  represents  82  per  cent 
of  the  total  funded  debt  of  all  steam  roads  in  the  United  States. 

RELEASED  FROM  SUSPENSION 

The  Traffic  World  Washington  Bureau 

The  Commission,  February  5,  released  from  suspension,  in  I. 
and  S.  No.  1260,  Class  Rates  to  and  from  Mississippi  Valley 
Points,  many  pages  of  Davies'  I.  C.  C.  A29,  supplement  24,  and 
Supplements  Nos.  25  and  26  to  Speiden's  I.  C.  C.  252,  which  were 
found  to  be  in  compliance  with  the  Commission's  decision  in  the 
Fourth  section  phase  of  No.  9702,  Memphis-Southwestern  case,  on 
winch  numerous  hearings  were  had  by  Examiner  Pitt,  a  member 
the  fourth  section  board.  The  release  from  suspension  was 


made  by  a  supplemental  order  in  I.  and  S.  No.  1260  That  order 
recited  that  the  enumerated  pages  had  been  suspended  from 
December  14  to  April  14,  but  that  they  should  now  be  released 
from  suspension,  and  that  they  were  released,  as  of  February  14. 
All  were  suspended  because  the  Commission  could  not  conduct  a 
check,  before  the  effective  dates,  to  determine  whether  the  rates 
carried  in  the  pages  now  released  were  or  were  not  in  compli- 
ance with  the  order. 


SUSPENSION  LIFTED 

The  Traffic  World   Washington  Bureau 

The  Commission,  February  7,  in  a  supplemental  order  in 
I.  &  S.  No.  1263,  released  from  suspension  parts  of  Kelly's  I.  C.  C. 
No.  784  and  Leland's  No.  1280.  The  released  pages  and  items 
have  been  checked  by  the  Commission  and  by  their  relinquish- 
ment  from  suspension  the  Commission  has  held  them  to  be  in 
compliance  with  its  permissive  order  in  Ex  Parte  No.  74. 

Some  dispute  as  to  whether  the  items  in  supplements  re- 
leased from  suspension  are  really  in  conformity  with  the  Com- 
mission's rules  for  stating  increases  on  rates  applying  from  one 
territory  to  another  has  already  risen.  Swift  &  Co.  and  Okla- 
homa packers  have  wired  protests  against  the  relinquishment  of 
several  of  the  items  in  Leland's  tariffs.  Their  protests  were 
made  as  a  result  of  a  statement  by  Leland  in  testimony  on 
I.  &  S.  No.  1263,  now  being  taken,  that  the  Commission  was 
about  to  release  from  suspension  items  there  under  discussion. 
They  notified  the  Commission  that  Mr.  Leland  had  said  that 
ft  intended  raising  the  suspension  order  as  to  items  under  dis- 
cussion at  the  hearing  against  which  they  had  lodged  specific 
protest.  They  desired,  they  said,  to  renew  their  protests  and 
to  strengthen  them  so  as  to  cover  the  action  which  Leland  said 
<he  Commission  intended  to  take  if  such  was  its  intention.  They 
said  they  wanted  to  be  heard  on  the  points  involved. 

The  pages  released  from  suspension  make  a  list  of  three 
legal  pages  of  typewriting. 


B.  &  0.  BONDS 

The  Traffic  World   Washington  Bureau 

In  Finance  Docket  No.  1202  the  Commission  has  authorized 
the  Baltimore  &  Ohio  to  pledge,  from  time  to  time,  as  security 
for  short  term  notes  to  be  issued  as  needed,  bonds  which  are 
nominally  issued  or  authorized  to  be  issued,  viz.  $5,000.000  worth 
of  its  Toledo-Cincinnati  Division  first  lien  and  refunding  mort- 
gage, series  B  five  per  cent  bonds;  $2,000,000  worth  of  its  re- 
funding and  general  mortgage,  series  A  five  per  cent  bonds;  and 
$2,935,000  worth  of  its  refunding  and  general  mortgage  series  B 
six  per  cent  bonds. 

This  authority  was  sought  and  procured  as  a  precautionary 
step  to  be  used  if  and  when  required,  in  the  future.  The  B  &  0 
does  not  at  present  contemplate  the  issue  of  any  specific  short 
term  notes.  It  desired,  however,  to  be  prepared  to  pledge  from 
time  to  time,  the  bonds  before  mentioned,  as  security  for  such 
short  term  notes  as  it  may  have  occasion  to  issue  to  meet  its 
temporary  requirements.  Authority  to  issue  short  term  notes  is 
not  required  under  the  Transportation  Act,  but  authority  to  issue 
bonds  to  be  used  as  collateral  for  such  notes  is  required,  hence 
this  application. 

In  disposing  of  the  application  the  Commission  said  it  was  i 
obvious  that  freedom  of  action  in  the  negotiation  of  short  time 
loans  would  be  substantially  curtailed  if,  before  each  issue  of 
notes,  it  were  necessary  to  obtain  an  order  authorizing  a  pledge 
of  bonds  to  be  offered  as  security  therefore.  The  necessity  for 
such  loans,  the  Commission  said,  cannot  always  be  foreseen  and 
the  opportunity  to  make  them  upon  favorable  terms  might  be 
lost  during  the  delay  incident  to  procuring  such  authorization. 


COAL  PRODUCTION  REPORT 

The  Traffic   World   Washington  Bureau 

Production  of  soft  coal  continued  to  decline  the  week  ended 
January  29,  the  total  output  being  estimated  at  8,525,000  net  tons, 
a  decrease  of  673,000  tons,  or  7.3  per  cent,  when  compared  with 
the  preceding  week,  according  to  the  report  of  the  Geological 
Survey,  Department  of  the  Interior,  under  date  of  February  5.  I 

The  number  of  cars  loaded  daily,  according  to  data  supplied 
the  Survey  by  the  American  Railway  Association,  was  as  fol- 
lows: January  24,  29,855;  January  25,  27,261;  January  26,  27,151; 
January  27,  26,647;  January  28,  26,473;  January  29,  17,836;  Jan- 
uary 31,  27,823,  and  February  1,  26,613. 

"While  lack  of  orders  has  increased  in  importance  as  a 
factor  limiting  production,  the  other  factors,  transportation  and 
labor,  have  become  for  the  time  ample  to  meet  the  demands 
placed  upon  them,"  the  Survey  said.  "The  average  loss  of  time 
attributed  by  the  operators  to  transportation  was  2.4  per  cent, 
as  against  3.1  per  cent  during  the  week  preceding." 


Published  at  noon  every  business  day  in  the  year, 
THE  DAILY  TRAFFIC  WORLD  is  meeting  the  traffic 
needs  of  "big  business." 
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Tariff  Information 


Blakely  Printing  Co. 

418  So.  Market  St. 

Chicago  Railway  Printing  Co. 

720  So.  Dearborn  St. 

Excelsior  Printing  Co. 

732  Federal  St. 

The  Faithorn  Company 

500  Sherman  St. 

Faulkner-Ryan  Company 

712  Federal  St. 

Gunthorp-Warren  Printing  Co. 

132  So.  Clark  St. 

Hedstrom-Barry  Co. 

618  Sherman  St. 

Hillison  &  Etten  Co. 

638  Federal  St. 

F.  J.  Riley  Printing  Co. 

501  So.  La  Salle  St. 

Henry  O.  Shepard  Co. 

632  Sherman  St. 


HE  additional  Tariff 
facilities  that  you  will 
need  at  the  last  mo- 
ment are  in  Chicago. 

The  plants  below  have 
a  capacity  of  40, 000 
pages  per  month. 

Get  in  touch  with  one 
or  more  of  them  now 
so  that  you  are  estab- 
lished as  a  regular 
buyer  in  the  largest 
tariff  market  in  the 
world. 
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Docket  of  the  Commission 


Note.  Items  in  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

February  14 — Chicago,  111.— Examiner  Jewell: 

*  12061 — Wilson  &  Co.,  Inc.,  et  al.  vs.  Director  General. 
12038 — Morris  &  Co.  vs.  Director  General. 

February  14— St.  Louis,  Mo.— Examiner  Hosmer: 

I.  and  S.  1285 — Elimination  of  concurrences  of  certain  terminal  lines 

at  St.  Louis. 
February  14 — Peoria,  III. — Examiner  Howell: 

8347— Peoria  Board  of  Trade  vs.  A.  T.  &  S.  F.  et  al. 
February  14 — Jackson,  Miss.— Examiner  Witters: 

12029 — MacGowan  Coffee  Co.  vs.  III.  Cent,  et  al. 
February    14 — Houston,    Tex. — Examiner  Mullen: 

I.  and  S.  1280  and  1st  supplemental  order — Rail  and  water  rates  from 

Atlantic  seaboard  territory  to  Texas  points. 
February  14 — Washington,  D.  C. — Examiner  Mackley: 

*  I.  and  S.  1292 — Switching  coal  and  coke  at  Harrisonburg,  Va. 
February  14— Omaha,  Neb. — Examiner  Flynn: 

12048— Omaha  Live  Stock  Exchange  vs.  C.  M.  &  St.  P.  et  al. 
February  14 — New  Bedford,  Mass. — Examiner  Early: 

12034— New    Bedford    Board    of    Commerce,    for    and    on    behalf    of 

Holmes  Mfg.  Co.  et  al.,  vs.  Director  General. 
February  15 — Washington,  D.  C. — Examiner  Mackley: 

*  I.  and  S.  1293 — Handling  charges  at  Louisiana  ports. 
February  15 — St.  Louis,  Mo. — Examiner  Hosmer: 

I    and   S.   1279 — Grain   from   St.   Louis,    Mo.,    to   Cincinnati,   O.,   and 

Louisville,  Ky.   (2). 

February  15 — Chicago,  111. — Examiner  Jewell: 
11962 — Western  Petroleum  Refiners'   Assn.  vs.  Aberdeen  &  Rockflsh 

et  al. 
February   15 — Lucedale,   Miss. — R.   R.   Commission   of  Mississippi   and 

Public  Service  Commission  of  Alabama: 

Finance  Docket  59 — In  the  matter  of  the  application  of  the  Alabama 
&  Mississippi  R.  R.  companies  for  a  certificate  of  public  con- 
venience and  necessity. 

February  15 — Omaha,  Neb. — Examiner  Flynn: 
11866— Omaha  Chamber  of  Commerce,   Traffic  Bureau,   vs.   C.   &   N. 

Wl  et  al. 
February  16 — Providence.  R.  I. — Examiner  Early: 

11983— Moshassuck  Valley  R.  R.  Co.  vs.  N.  Y.  N.  H.  &  H.  «t  ul. 
February  16 — Chicago,  111. — Examiner  Jewell: 

11699— The   National  Live  Stock  Exchange  vs.  A.  T.  &  S.  F.  et  al. 
11700— The   National  Live   Stock  Exchange  vs.  Ann  Arbor  et  al. 
February  18 — Argument  at  Washington,  D.  C.: 

11327 — Craig  Mountain  Lumber  Co.  et  al.  vs.  Great  Northern  et  al. 
11081 — Roundup  Coal  Mining  Co.  vs.  Big  Fork  &  International  Falls 

et  al. 

11340 — Bridgeman-Russell   Co.   et  al.   vs.   Great   Lakes  Transit  Cor- 
poration et  al. 
February  16 — Salt  Lake  City,  Utah — Examiner  Eshelman: 

I.  and  S.  1266— Smelter  products  from  Nevada  and  Utah, 
February  17 — Washington,  D.  C. — Examiner  Mackley: 
»  I.  and  S.  1294 — Official  express  classification  rule  governing  detention 

of  cars. 

February  17 — Des  Moines,  la.— Examiner  Flynn: 
I.  and  S.  1287 — Iron  poles,  pipes  and  connections  between  Mississippi 

River  crossings  and  Iowa  points. 
February  17 — Houston,  Tex. — Examiner  Mullen: 
I.  and  S.  1282 — Increased  estimated  container  and  C.  L.  min.  wt».  on 

kale,  lettuce  and  spinach  from  southern  points. 
February  17 — Argument  at  Washington,  D.  C. : 
10807— Illinois  Zinc  Co.  et  al.  vs.  Mo.  Pac.  et  al. 
10311 — Downey  Ship  Building  Corporation  vs.  S.  I.  R.  T.  et  al. 
10311  (Sub.  No.  1) — Trustees  in  liquidation  of  Milliken  Bros.,  Inc.,  T». 

S.  I.  R.  T.  et  al. 

11476— Pequest  Co.  vs.  Director  General. 
February  18 — Argument  at  Washington,  D.  C.: 
11589 — Morris  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 
11522— Swift  &  Co.  vs.  C.  R.  I.  &  P.   et  al. 
11105 — United   Chemical   and   Organic   Products    Co.    TS.    Ind.    Harb. 

Belt  et  al. 

February  19 — Washington,  D.  C. — Examiner  Mackley: 
»  I.  and   S.   1296 — Interchangeable  acceptance  of   60-trip  commutation 

tickets. 
February  19 — Keokuk,  la. — Examiner  Flynn: 

12006 — Keokuk  &  Hamilton  Bridge  Co.  vs.  Wabash  et  al. 
February  19 — Cairo,  111. — Examiner  Howell: 

I.  and  S.  1284 — Switching  between  C.  C.  C.   &  St.  L.  Incline  tracks 

and  connections  at  Cairo,  111. 
February  19 — New  Albany,  Ind. — Examiner  Witters: 

12018— The  City  of  New  Albany,  Ind.,  and  Robert  W.  Morris  vs.  L.  & 

N.  Ry.  &  Lighting  Co. 
12018   (Sub.    No.   1) — Chamber  of  Commerce  et  al.   vs.   Louisville   * 

Northern  Ry.  &  Lighting  Co. 
February  19 — Argument  at  Washington,  D.  C.: 
11503 — Rock  Products  Traffic  League  vs.  C.  B.  A  Q.  et  al. 


11281 — Wausau  Box  and  Lumber  Co.  et  al.  vs.  C.  M.   &  St.   P.  and 

Director  General. 
(1534 — Transcontinental  Freight  Co.   vs.   Director  General. 

February  19 — Chicago,   111. — Examiner  Jewell: 

I.  and  S.  1290 — Class  rates  from  eastern  points  to  Green  Bay,  Wis., 

and  other  points. 
February  21 — Bismarck,  N.  D. — Examiner  Healy: 

I2085 — In  the  matter  of  intrastate  rates,   fares  and  charges  of  the 
C.  M.  &  St.   P.  Ry.  Co.   and  other  carriers  in  the  state  of  North 
Dakota. 
February  21 — Columbus,   O.— Examiner  Howell: 

12092 — In  the  matter  of  rates,  fares  and  charges  of  the  Steubenville, 
East  Liverpool  &  Beaver  Valley  Traction  Co.  within  the  states 
of  Ohio  and  Pennsylvania. 

February  21 — Galveston,  Texas — Examiner  Hunter: 
11965— Galveston  Commercial  Assn.  et  al.  vs.  Alabama  &  Vlcksburg 

et  al. 

February  21 — Argument  at  Washington,  D.  C.: 
11357— Suzuki  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 

11555— Chevrolet  Motor  Co.  of  California  vs.  A.  T.  &  S.  F.  et  al. 
11456 — Vulcan  Detinning  Co.  vs.  Director  General. 
February  23 — Minneapolis,  Minn. — Examiner  Jewell: 
*  I.  and  S.  1295 — Grain  and  flour  from  Missouri  River  points  to  Duluth, 

Minn.,  and  other  points. 
February  23 — Monmouth,  111. — Examiner  Flynn: 

12002 — Western  Stoneware  Co.  vs.  C.  B.  &  Q.  et  al. 
February  23 — Memphis,  Tenn. — Examiner  Pitt: 
"  7250 — Shreveport  Chamber  of  Commerce  et  al.  vs.  Alabama  &  Vicks- 

burg  et  al. 

9702 — Memphis-Southwestern   Investigation. 
7304 — The  City  of  Memphis  et  al.  vs.  Chicago,  Rock  Island  &  Pacific 

et  al. 
9927 — The   Railroad   Commission   of   Arkansas   et   al.   vs.   Arkansas 

Central  et  al. 
9886 — Chamber  of  Commerce,  Monroe,  La.,  vs.  Arkansas  &  Louisiana 

Midland   et  al. 

10084 — Natchez  Chamber  of  Commerce  vs.  Natchez  &  Southern  et  al. 
6390 — Memphis   Freight  •  Bureau    vs.   St.     Louis,    Iron    Mountain    & 

Southern  et  al. 

10418 — Arkansas  Jobbers'  &  Manufacturers'  Association  vs.  Director- 
General  et  al. 

10419 — Arkansas  Jobbers'  &  Manufacturers'  Association  vs.  Director- 
General  et  al. 

Portions  of  fourth  section  applications  Nos.  458,  799,  1548,  1898,  1952, 
2045,  2138.  4218,  4219.  4220.  702,  1867. 

Portions  of  all  fourth  section  applications  filed  by  agents  W.  A. 
Poteet,  W.  P.  Emerson,  F.  A.  Leland  and  W.  H.  Hosmer  by  which 
the  carriers  parties  thereto  ask  authority  to  continue  rates  on  com- 
modities from  New  Orleans,  La.,  and  Galveston,  Tex.,  to  Omaha, 
Nebr.,  Kansas  City,  Mo.,  and  other  Missouri  River  points  which  are 
lower  than  the  rates  contemporaneously  applicable  on  like  traffic 
to  intermediate  points. 

Other  applications  of  the  carriers  defendants  covering  fourth  sec- 
tion departures  in  the  adjustment  of  rates  herein  complained  of  will 
be  considered. 

February  23 — Washington,   D.  C.— Examiner  Mullen: 
I.  and  S.  1280 — Rail  and  water  rates  from  Atlantic  seaboard  terri- 
tory to  Texas  points.     (For  further  hearing.) 
February  23 — Argument  at  Washington,  D.  C. : 
I.  and  S,  1240— Water  competitive  rates  on  lumber. 
I.  and  S.  1236 — Absorption  of  switching  charges  at  Fort  Worth,  Tex. 
11935— Swift  &  Co.  et  al.  vs.  Ft.  Worth  &  Denver  City  et  al. 
February  23 — Harrisburg,  Pa.— Examiner  Howell: 

12123 — In  the  matter  of  rates,  fares  and  charges  of  the  Pennsylvania 
Ohio  Power  and  Light  Co.  within  the  states  of  Ohio  and  Pennsyl- 
vania. 

February  24 — Washington,  D.  C. — Examiner  Bartel: 
12081 — Fairmont  and  Cleveland  Coal  Co.  vs.  B.  &  O. 
12082 — Fairmont  and  Cleveland  Coal  Co.  vs.  Monongahela. 
12083 — The  New  River  Co.  et  al.  vs.  Virginian. 
12084 — The  New  River  Co.  et  al.  vs.  C.  &  O. 
February  24 — Argument  at  Washington,  D.  C. : 

11559 — Harlan  County  Coal  Operators'  Assn.  et  al.  vs.   Louisville  & 

Nashville  et  al. 

February  25 — Grand  Rapids,  Mich. — Examiner  Flynn: 
12040 — The   American   Box   Board   Co.    of   Grand   Rapids,    Mich.,    vs. 

Grand  Trunk  Ry.  Co.  of  Canada  et  al. 
March  1 — Argument  at  Washington,  D.  C.: 

*  10614 — Grand  Rapids  Plaster  Co.  vs.  Ann  Arbor  et  al. 

*  8899 — Canton  Chamber  of  Commerce  vs.  Pennsylvania  et  al. 


March  2 — Argument  at  Washington,  D. 

*  11127 — Poehlmann  Bros.  Co.  et  al.  vs. 

*  11127  (Sub.   No.   1)— Poehlmann  Bros. 

Belt  et  al. 

*  11127   (Sub.   No.  2)— Poehlmann  Bros. 

Belt  et  al. 

*  11127  (Sub.  No.  3)— Poehlmann  Bros. 

Belt  et  al. 
!:  9806 — E.  T.  Stokes  et  al.  vs.  Delaware, 

*  9806  (Sub.  No.  1)— E.  T.  Stokes  et  al. 

Western  et  al. 


C.: 

Indiana  Harbor  Belt  et  al. 
Co.  et  al.  vs.   Indiana  Harbor 

Co.  et  al.  vs.  Indiana  Harbor 
Co.  et  al.  vs.  Indiana  Harbor 

Lackawanna  &  Western  et  al. 
vs.  Delaware,  Lackawanna  & 


INTERSTATE  COMMERCE  [COMMISSION  HEARINGS 

Indianapolis,  February  9.     Dockets  12050,  12001.     Coal  Rates  in  Indianapolis  and  Illinois 

Chicago,  February  7.     Docket  12003.     Rates  on  Fuel  Oil  from  Oklahoma  and  Kansas  Refineries  to  Burlington,  Iowa 
Chicago,  January  24.     Docket  11966.     Matter  of  Unloading  Live  Stock 

Copies  of  testimony  in  the  above  matters  may  be  had  from  Transcripts  of  testimony  in  all  Interstate  Commerce  Com- 
The  State  Law  Reporting  Company,  Woolworth  Building,  New  mission  cases  may  be  had  at  the  rate  of  12Vfcc  per  page, 
York,  N.  Y.,  Official  Reporters  to  the  Commission.  as  fixed  by  the  Commission. 
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Stencil  marking  I*  4>u»r  In 
cotl  than  anu  other  method. 


Why 

Experienced 

Shippers 

Mark 

With 

Stencils 


'TPHOUSANDS  of  shippers  depend  entirely  upon  stencil  marking 

for  its  accuracy  and  economy. 

While  a  hand  marker  is  lettering  one  address  a  man  with  stencil 
can  make  ten.     A  stroke  or  two  of  the  brush  over  the  stencil 
makes  an  address  that  is  unmistakably  clear  and  hard  to  destroy. 
And  a  single  stencil  can  be  used  hundreds  of  times. 
In  less  than  a  minute  you  can  cut  a  stencil  with  an  Ideal.     Prac- 
tically the  entire  operation  is  mechanical.     Hands  need  not  touch 
the  stencil  during  the  entire  cutting  operation. 
In  many  of  the  larger  shipping  rooms  a  row  of  operators  run  Ideal 
stencil  machines  all  day  long  cutting  out  one,  two  or  three  thou- 
sand stencils  every  day.     Parcel  post,  express  and  freight  pack- 
ages of  all  sizes  can  be  marked  with  Ideal  stencils. 
"We  will  gladly  install  an  Ideal  in  your  shipping  room  for  you  to 
try  out  to  your  own  satisfaction.     Send  for  our  booklet,  "Safe- 
guarding your  Shipments." 

Ideal  Stencil  Machine  Company 

19  Ideal   Block  Belleville,  III. 


The  accuracy  and  speed 
with  which  stencil  marking 
can  be  done  a  taken  ad- 
vantage of  In  thousands  of 
shipping  rooms. 


Agents  in  all  principal  cities. 
Supplies  and  service  aoailatlc 
at  all  times. 


Stencil  marked  goods  are 
handled  more  rafitdlu  than 
poorly  marked  goods. 


REG. 
U.S. 
PAT 
OFF 


AB  C  D  E  FQHIJKUMNOPttHSTUYWXYZft— /  ±  S  4  5  «  7  8 
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«  9916—  Sti.-low  Bros.  Co.  et  al.  vs.  Chicago  &  Northwestern  et  a!. 
4  11224 — Chicago  Coal  Merchants'  Assn.  vs.  Atchlson,  Topeka  &  Santa 
Fe  et  al. 

*  11224    (Sub.    No.    1)— Chicago   Coal    Merchants'    Assn.    ve.    Atchison, 

Topeka  &  Santa  Fe  et  al. 

»  11218 — Wilhur  Lumber  Co.  et  al.  vs.  Pittsburgh,  Cincinnati,  Chicago 
&  St.  Louis  et  al. 

*  11230 — F.  C.  Mintzlaff  et  al.  vs.  Atchison,  Topeka  &  Santa  Fe  et  al. 
March  3 — Argument  at  Washington,  D.  C. : 

»  11507 — The  Texas  Co.  vs.  Director  General. 

*  11231 — Suzuki  &  Co.  vs.  Wharton  &  Northern  et  al. 

«  11510 — Tanners'  Council  of  the  United  States  of  America  et  al.   vs. 
Director  General. 


IND.    HARBOR    BELT    BONDS 

Authority  has  been  granted  by  the  Commission  to  the  Indi- 
ana Harbor  Belt  Railroad  Company  to  issue  $579,000  of  5  per  cent 
general  mortgage  gold  bonds  and  to  pledge  them  with  the 
Secretary  of  the  Treasury  for  a  loan  of  the  same  amount  from 
the  revolving  fund,  heretofore  approved  by  the  Commission. 
As  evidence  of  the  loan  the  company  will  give  its  ten-year 
6  per  cent  promisory  notes,  aggregating  $579,000,  which  will 
be  guaranteed  by  the  carriers  owning  the  applicant's  capital 
stock.  The  Commission  authorized  the  New  York  Central  to 
guarantee  $174,000  of  the  notes;  the  Michigan  Central  to  guar- 
antee $173,000;  the  C.  M.  &  St.  P.  to  guarantee  $116,000,  and 
the  C.  &  N.  W.  $116,000.  These  companies  own  the  capital  stock 
of  the  applicant.  The  proceeds  of  the  government  loan  are  to 
be  used  for  additions  and  betterments  to  equipment  and  to  way 
and  structures. 


BILL    FOR    FUEL   STATION 

A  bill  (S.  4972)  to  authorize  the  United  States,  through  the 
Shipping  Board,  to  acquire  a  site  on  Hazzell  Island,  St.  Thomas, 
Virgin  Islands,  for  a  fuel  and  fuel  oil  station  and  fresh  water 
reservoir  for  the  Shipping  Board  and  other  merchant  vessels,  as 
well  as  TJ.  S.  naval  vessels,  has  been  introduced  in  the  Senate 
by  Senator  Jones,  of  Washington. 


PETITION   TO  ABANDON    LINE 

Permission  to  abandon  a  line  of  railroad  between  Patterson 
and  Jones  Station,  in  Stanislaus  county,  California — -a  distance  of 
approximately  23.6  miles — is  requested  in  a  petition  filed  with 
the  Commission  by  the  Patterson  &  Western  Railroad  Company. 
The  railroad  was  promoted  and  its  railroad  constructed  by  the 
Mineral  Products  Company,  Ltd.,  the  applicant  states,  for  the 
purpose  of  tapping  what  was  supposed  to  be  "wonderfully  rich 
and  varied  mineral  resources  of  Mineral  Products  Company, 
Ltd.,  and  to  transport  the  tonnage  from  the  mines  of  said  com- 
pany when  developed."  The  "supposedly  valuable  mineral  de- 
posits of  Mineral  Products  Company,  Ltd.,"  the  applicant  states, 
"have  proved  to  be  without  value  sufficient  to  justify  their  de- 
velopment and  Mineral  Products  Company,  Ltd.,  has  abandoned 
all  idea  of  developing  its  mineral  deposits.  There  is  no  possi- 
bility of  developing  sufficient  tonnage  along  the  route  of  the 
road  to  pay  even  the  operating  expenses." 


N.  O.  T.  &  M.  EQUIPMENT 

The  Commission  has  authorized  the  New  Orleans,  Texas  & 
Mexico  Railway  Company  to  issue  eight  promissory  notes  of 
$25,000  each  to  the  American  Car  &  Foundry  Company  to  apply 
on  the  purchase  of  ten  steel  passenger  coaches  and  five  steel 
baggage  cars;  to  execute  an  agreement  for  the  purchase  of  five 
locomotives  from  the  War  Department,  whereby  $2,500  each  will 
be  paid  on  delivery  and  the  balance  in  nine  equal  installments 
of  $12,500  each;  to  issue  $800,000  of  first  mortgage  6  per  cent 


gold  bonds  and  $530,000  of  5  per  cent  non-cumulative  income, 
bonds,  and  the  pledge  the  same  with  the  Secretary  of  the  Treas- 
ury of  the  United  States  as  security  for  a  loan  of  $1,759,219  from 
the  government,  the  proceeds  of  which  will  be  applied  on  new 
equipment,  improvements  to  equip  and  additions  and  better- 
ments; and  to  issue  not  exceeding  $280,000  of  5  per  cent  non- 
cumulative  income  bonds,  and  for  the  delivery  of  not  exceeding 
$175,000  of  voting  trust  certificates  representing  an  equal  amount 
of  stock  to  comply  with  the  plan  and  agreement  or  reorganiza- 
tion, dated  August  25,  1915,  under  which  the  applicant  was  or- 
ganized. 

FUNDS   FOR   MINNESOTA  LINE 

To  provide  funds  for  the  completion  of  its  line  of  railway 
between  Hutchinson  and  Clara  City,  Minnesota,  a  distance  of  52 
miles,  the  Electric  Short  Line  Railway  Company  has  applied  to 
the  Commission  for  authority  to  sell  its  fifteen-year  gold  bonds 
at  the  rate  of  $15,000  for  each  additional  mile  of  its  railroad 
constructed,  at  not  less  than  90  cents  on  the  dollar,  and  in  addi- 
tion to  sell  $10,000  per  mile  of  its  preferred  non-cumulative 
stock  at  not  less  than  90  cents  on  the  dollar.  The  present 
mileage  of  the  road  is  about  sixty  miles.  The  proposed  exten- 
sion will  serve  a  rich  agricultural  territory,  the  applicant  states. 


C.   R.   I.  &  P.   BONDS 

The  Chicago,  Rock  Island  &  Pacific  has  applied  to  the  Com- 
mission for  authority  to  issue  $1,000,000  of  general  mortgage 
gold  bonds  and  $1,000,000  of  its  first  and  refunding  mortgage 
gold  bonds.  The  general  mortgage  bonds  are  to  be  issued  to 
reimburse  the  applicant's  treasury  for  expenditures  from  income 
for  construction  and  improvement  work.  The  other  bonds  will 
be  issued  against  the  general  mortgage  bonds. 

GA.  &   FLA.   RY.   INDEBTEDNESS 

The  Georgia  &  Florida  Railway  Company  has  applied  to 
the  Commission  for  authority  to  issue  $1,600,000  of  certificates 
of  indebtedness,  to  bear  8  per  cent  interest  and  to  be  payable 
three  years  after  date.  Half  of  the  certificates  are  to  be  used 
as  collateral  for  a  loan  from  the  government  and  the  remainder 
are  to  be  sold  at  par,  the  applicant  states. 


RARITAN    RIVER    STOCK    ISSUED 

The  Raritan  River  Railroad  Company  has  been  authorized 
by  the  Commission  to  issue  $160,000  of  common  stock  to  reim- 
burse its  treasury  for  money  expended  from  income  in  additions 
and  betterments  to  road  and  equipment.  It  is  proposed  to  sell 
the  stock  at  par,  bringing  the  total  outstanding  stock  up  to 
$1,000,000,  the  maximum  authorized  capital  stock  of  the  company. 


S.  A.   L.   BONDS 

The  Seaboard  Air  Line  has  applied  to  the  Commission  for 
authority  to  issue  nominally  $713,000  of  first  and  consolidated 
6  per  cent  mortgage  bonds  and  to  pledge  them  with  $1,077,000  of 
nominally  issued  first  and  consolidated  6  per  cent  mortgage  bonds 
with  the  Secretary  of  the  Treasury  in  connection  with  its  appli- 
cation for  a  loan  of  $5,782,000. 


LOAN  TO  N.  O.  T.  &  M. 

The  Commission  has  approved  a  loan  of  $234,000  to  the 
New  Orleans,  Texas  &  Mexico  Railway  Company  to  aid  it  in 
providing  itself  with  additions  and  betterments.  The  applicant 
itself  is  required  to  finance  $234,246  to  meet  the  loan  of  the 
government. 
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"The  Black  Diamond  Express" 

There  is  no  commodity  whose  swift  transport  is  more  vital 
to  the  railroads  and  the  public  than  coal. 

The  General  American  Car  Company  has  always  been  a 
pace-maker  in  improving  and  standardizing  those  devices  for 
quick  loading  and  unloading  which  result  in  economies  of  time 
and  labor  for  railroads  and  shippers. 

Here  is  a  44-foot,  70-ton  capacity  side  dump  hopper  car, 
especially  heavy  construction  throughout,  one  of  the  largest 
types  built  in  this  country. 

The  Company  builds  and  repairs  every  type  of  car,  all  rail- 
road equipment  complying  with  American  Railway  Associa- 
tion specifications. 

The  Company's  trained  engineers  will  be  glad  to  furnish 
information  on  any  construction  questions  in  which  you  are 
interested,  upon  request. 


Subsidiary  of  the  General  American  Tank  Car  Corporation 

General  Offices:  Harris  Trust  Building,  Chicago,  U.  S.  A. 

Plant,  at:  Ea.t  Chicago,  lad.;  Sand  Spring..  Okla.;  Warren,  Ohio 

Salet  Office..  17  Battery  Place.  N.Y.;  24  California  St.,  San  Francuco 

Cable  Addre..  :  "Geotaakar,  Chicago" 
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This  Reoister  Has  Opened  a  New  Field 
tor  Economij  in  Business. 


"TVEFINITE,  worth-while  economies  have  been  effected  by  thou- 
•'-'  sands  of  the  most  prominent  firms  in  America  by  using  a 
particular  form  designed  especially  for  their  bills  of  lading- 
express  receipts— receiving  records.  Wherever  padded  forms  are 
used  or  wherever  more  than  one  carbon  copy  is  necessary,  a 
Standard  System  will  make  it  possible  to  do  the  work  in  less  time, 
with  less  expense  and  with  absolute  accuracy.  In  almost  every 
business — big  or  little — factory  or  store — there  are  opportunities 
to  save  hundreds  of  dollars  and  eliminate  errors  through  the  use 
of  Standard  Manifolding  Systems. 

SheetsICanlNot'Slip 

The  one  thing  that  has  made  these  economies  possible  is  the 
Standard  Manifolding  Register.  This  machine  has  exclusive  fea- 
tures that  have  revolutionized  the  use  of  manifolding  devices.  No 
matter  how  many  carbon  copies  of  forms  you  may  need — whether 
they  are  printed  on  the  same  or  different  colors  of  paper — regard- 
less of  how  complicated  the  forms  may  be,  all  will  be  exact  copies, 
perfect  in  alignment.  You  may  use  two  copies  or  six.  In  either 
case  the  machine  operates  without  binding.  The  carbon  paper 
will  not  crumple  or  tear,  and  no  time  will  be  wasted  in  repairs  or 
adjustments. 

How  Standard  Systems  Are  Used 

The   Cadillac   Bill  of   Lading;   is  an    example    of    Standard    economy, 
hour  copies  are   written   at  one   time — one   for   the  customer,   one   for 
the  railroad,  one  for  the  shipping  clerk  and  one  for  the  main  office. 
A  complete,  accurate  record  for  every  department  at  one  operation 
saving  time — eliminating  all   possibility   of  error. 

The    Studebaker     Receiving     Report     is    another     example    of 
Standard  economy.    The  original   goes  to  the  purchasing  agent, 
the    duplicate    is    retained    by    the    receiving    department,    the 
triplicate   is   forwarded  to   the  stores  accounting  department, 
and   a   fourth    copy   is   used   for   checking   and    filing. 

Another  example  of   Standard  economy   is  a  sales  con- 
trol system  for  retail  stores,  developed  by  Winchester  Arms 
Company.    It  affords  a  method  of  recording  sales  of  all 
kinds    that   provides    protection,    not   only    to    the    cus- 
tomer, but  also  to  the  merchant. 

Our  Service  Is  Free 

If  you  are  interested  in  better  methods — meth- 
ods that  will  save  expense,  reduce  overhead,  give 
you  better  control  of  different  departments  and 
eliminate  errors — our  Service  Department  will  be 
glad  to  provide  you  with  samples  of  forms  and  sug- 
gestions that  will  aid  in  accomplishing:  the  re- 
sults you  desire. 

Mail  Coupon  for  Report 

Just  indicate  on  the  coupon  the  kind  of  forms 
in  which  you  are  interested  and  we  will  be  glad 
to  send  you,  without  obligation  on  your  part,  a 
booklet  describing  the  Standard  Manifolding  Reg- 
ister and  samples  of  the  most  modern  methods 
used  in  handling  the  following  items: 


Bills   of   Lading 
Express    Receipts 
Invoices 
Shop    Orders 
Purchase   Requisitions 
Delivery    Records 


Receiving   Records 
Cash   Sales 
Charge  Sales 
Stock   Records 
Piece   Work    Records 
Departmental    Orders 


The    Standard    Register   Company 

59  Albany  Street  Dayton,  Ohio 


Manifolding  Systems 


CHECK    AND    MAIL    COUPON 

The  Standard  Register  Co.,  50  Albany  St.,  Dayton.  Ohio. 

Without  obligation  on  my  pert,  send  mo  booklet  describing  the  Standard 
Manifolding  Register  and  samples  of  forms  showing  the  most  modern  methods 
used  in  handling  the  items  checked  belou  : 


Q  Bills  of  Lading 
Q  Express   ReceijKs 
Qj  Invoices 
[3]  Shop  Orders 

Name     

Address    


Q  Purchase  Requisitions 
Q  Delivery  Records 
n  Receiving  Records 
Sales 


[j  Charge  Sales 

Q  Stock  Records 

Q  Piece  Work  Records 

Q  Departmental  Orders 
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LUCKENBACH  LINES 

Express  Freight  Service 

U.  S.  Mail  Steamers  Twin  Screw  American  Steamers 


New  York  Hamburg 

New  York  Rotterdam  Amsterdam 


Philadelphia  Rotterdam  Amsterdam 

New  York     )     D       f  T       A      •         op 
Philadelphia!    Port  of  Los  Apgeles      San  Francisco 

GENERAL  OFFICES:  44  Whitehall  Street,  New  York 

CHICAGO,  Marquette  Building  MINNEAPOLIS,  Metropolitan  Life  Building 

T.  J.  McGEOY  C.  H.  DRINKWATER 

General  Western  Freight  Agent  Northwestern  Freight  Agent 

Philadelphia  Los  Angeles  St.  Louis  San  Francisco 

328  Chestnut  Street  Central  Building  Pierce  Building  Merchants  Exchange 


100%  American  Premier  Fleet 

ATLANTIC-PACIFIC  EXPRESS  SERVICE 

America's  Coast-to-Coast  Direct  Fast  Freight 


PHILADELPHIA 


BALTIMORE 


SAVANNAH 


and  MOBILE 


DIRECT  TO 


LOS  ANGELES  (San  Pedro  District) 


SAN  FRANCISCO 


PORTLAND 


SEATTLE 


REGULAR  SAILINGS 

FORTNIGHTLY 


A-l  FAST  STEEL 


STEAMERS 


OFFERING 


RELIABLE 


UNEXCELLED 


FACILITIES 


and  SERVICE 


FOR  RATES  AND  PARTICULARS  APPLY  TO 


ATLANTIC-GULF  &  PACIFIC  STEAMSHIP  CORP. 

St.  Paul  8476  BALTIMORE  406  Water  Street 

SAN  FRANCISCO     60  California  Street 

Dral'f  Hu?l!lr*  i.    |?v»I"1»hi  Ga-  New  York  Oakland,    Cal.  ' 

Drwel  Buildlm  Smvanah    Bank    and    Trust    Bldg.  42    Broadway  Parr  Terminal 

Union  A!,!  ,.VMI,rAlls£1">'    Ca.'i  Mobile,    Ala.  Portland,   Ore. 
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\V.  G.  McAdoo  denies  the  report  that  he  has  been 
or  is  to  be  called  to.  Mexico  to  undertake  the  job  of  re- 
habilitating its  railroads.  "Everybody  seems  to  be  giv- 
ing me  a  job  that  I  never  heard  anything  about  before," 
>mplains.  Well,  his  distinguished  father-in-law 
started  the  thing.  We  suggest  that  he  ought  to  have 
taken  the  matter  up  at  the  Sunday  dinner  table  before 
the  practice  became  established.  "I  am  a  lawyer,  not 
1  railroad  expert,"  Air.  McAdoo  continues,  in  further 
explanation.  We  do  not  see  that  there  is  anything  con- 
vincing about  that — about  it  as  an  explanation,  we  mean, 
not  as  a  statement  of  fact.  He  was  a  lawyer  and  not 
a  railroad  expert — at  least  he  was  not  a  railroad  expert 
—when  he  director-gencraled  the  railroads  of  the  United 
States,  was  he  not?  Anything  that  was  good  enough 
for  us  ought  to  be  good  enough  for  the  Mexicans.  We 
h"]>c  they  are  not  going  to  pass  up  this  opportunity. 


File  your  claims  for  reparation  and  overcharges, 
cause  for  which  occurred  in  the  period  of  federal  con- 
trol, with  the  Interstate  Commerce  Commission  before 
March  1  or  they  will  be  barred  under  the  statute.  The 
situation  is  fully  explained  elsewhere  in  this  magazine. 


according  to  our  view,  always  ought  to  have  been  a  na- 
tional function  and  which,  by  the  new  law  under  which 
the  Commission  has  made  the  reports  referred  to,  we 
hope  has  been  made  so.  We  believe  it  was  the  intent 
of  Congress  to  make  it  so  and  that  Congress  had  a  con- 
stitutional right  to  enact  such  a  law. 

The  Supreme  Court  may  overturn  some  of  these 
theories  and  it  may  be  legally  right  in  doing  so,  but  if 
it  does  the  decision  will  be  a  blow  to  effective  rate  regu- 
lation, in  our  opinion.  The  action  of  state  commissions 
— in  so  far  as  they  acted  of  their  own  volition  and  not 
as  bound  by  acts  of  state  legislatures — to  oppose  the 
enforcement  of  rates  found  necessary  and  proper  by  the 
Interstate  Commerce  Commission,  has  been  narrow  and 
selfish,  though  perhaps  natural.  It  has  not  only  been 
that,  in  a  general  sense,  but  it  has  operated  specifically 
to  prevent  the  carriers  from  obtaining  the  revenue 
which  Congress  and  the  Commission,  acting  under  the 
instructions  of  Congress,  meant  to  provide  for  them. 
The  state  commissions,  in  most  cases,  could  at  least 
have  waived  what  they  considered  to  be  their  rights,  in 
the  interest  of  bringing  about  order  in  the  railroad  situa- 
tion. They  preferred  to  fight  and  they  have  lost,  at 
least  so  far  as  the  Interstate  Commerce  Commission  is 
concerned.  We  congratulate  the  latter  on  its  position 
and  hope  it  will  be  sustained. 


STATE    POWER    DESTROYED 

"If  these  orders  are  valid,"  says  John  E.  Benton, 
general  solicitor  of  the  National  Association  of  Railway 
and  Utilities  Commissioners,  referring  to  recent  de- 
cisions of  the  Interstate  Commerce  Commission  in  intra- 
state  rate  cases,  "state  power  of  regulation  of  intrastatc 
rates  has  been  destroyed."  We  agree  with  him.  Fur- 
ther than  that,  we  hope  the  orders  will  be  held  valid. 
By  that  we  do  not  mean  that  we  are  opposed  to  state 
commissions,  as  some  have  been  pleased  to  represent  us. 
^  c  believe  there  is  plenty  for  the  state  commissions  to 
do  that  cannot  well  be  done  by  anyone  else,  without 
their  having  a  hand  in  the  regulation  of  rates,  which, 
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We  printed  last  week  an  address  by  Alexander  For- 
ward, a  member  of  the  Virginia  state  commission.  To 
those  who  did  not  read  it  we  commend  it  as  a  forceful 
exposition  of  the  value  of  co-operation  and  the  setting 
forth  of  a  broad  view  of  transportation  problems.  In 
only  one  thing  do  we  disagree  with  Mr.  Forward.  That 
is  with  respect  to  what  he  says  as  to  the  tendency  of 
the  times  being  toward  further  localization  of  regula- 
tion. We  think  the  contrary  is  true.  The  transporta- 
tion act  of  1920,  giving  the  Interstate  Commerce  Com- 
mission the  jurisdiction  it  has  assumed  over  intrastate 
rates,  is  a  proof,  we  think. 


THE    TRANSPORTATION    SITUATION 

While  the  transportation  situation  U     lnnrn      there 


is  no  occasion  for  the  heavy  pessimism  that  prevails  so 
generally.  One  can  hear  almost  anything  from  a  pre- 
diction that  the  railroads  will  soon  be  in  the  hands  of 
receivers  to  a  prognostication  that  the  government  will 
again  have  to  take  them  over.  It  is  true  that  the  car- 
riers are  not  earning  the  revenue  that  was  planned  by 
Congress  for  them  when  it  enacted  the  transportation 
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GULF,  MOBILE  I  HORTHEBN 
RAILROAD 

AND   CONNECTIONS 


NEW  ORLEANS,  LA. 

The  Port  of  New  Orleans  is  served  by 
the  Giilf,  Mobile  &  Northern  Railroad 

as  an  intermediate  carrier  via  direct 
routes.  While  the  Illinois  Central  Rail- 
road, Louisville  &  Nashville  Railroad 
and  Southern  Railway  System  have 
their  own  lines  from  all  of  the  impor- 
tant gateways  to  New  Orleans,  they 
will  be  glad  to  respect  shipper's  routing 
when  routed  via  "Jackson,  Tennessee, 
and  Gulf,  Mobile  &  Northern  Rail- 
road." 

Other  lines  north  of  the  Ohio  River  are 
co-operating  with  the  Gulf,  Mobile  & 
Northern  Railroad  on  traffic  to  and  via 
New  Orleans. 

If  you  are  using  the  Port  of  New 
Orleans  and  desire  excellent  service, 
such  service  can  be  secured  by  routing 
your  shipments  "via  the  Gulf,  Mobile  & 
Northern  Railroad." 

"The  Road  of  Service" 


San  Diego  &  Arizona  Railway 

THE    SAN   DIEGO    SHORT    LINE 
Offers  a  New  Direct  Route  Between  San  Diego  and  Eastern  Cities 

This  new  line  in  connection  with  Southern  Pacific  and  its    Eastern  connections  forms  the 
shortest  transcontinental  line  to  any  California  port.     GIVE  IT  A  TRIAL. 

From  CHICAGO :  Through  package  cars  in  connection  with  Rock  Island,  El  Paso  &  Southwestern,  Southern 

Pacific,  care  S.  D.  85  A.,  El  Centra. 

From  NEW  ORLEANS,  KANSAS  CITY,  ST.  LOUIS:  Excellent  service,  without  delay,  to  San  Diego. 
From  NEW  YORK:  Sou.  Pac.  S.  S.  Line  (Morgan  Line),  care  S.  D.  &  A.,  El  Centra. 
From  other  points:  Direct  line  to  Southern  Pacific,  care  S.  D.  &  A.,  El  Centra. 

For  information  as  to  rates,  routes,  service,  etc.,  ask  any  railway  agent,  or  address: 

SAN  DIEGO  &  ARIZONA  RAILWAY,  San  Diego,  Calif. 


D.  W.  PONTIUS,  General  Manager 

f    B.  DORSEY,  Assistant  Traffic  Manager 

A.  D.  HAGAMAN   District  Freight  and  Passenger  Agent 


February  19,  1921 
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law  of  1920  and  that  the  Commission  meant  to  give 
them  by  its  decision  in  Ex  Parte  74.  It  is  true  also  that, 
under  present  business  conditions,  it  seems  impossible 
for  anything  to  be  done  that  will  enable  the  carriers  to 
earn  that  revenue.  But  what  of  it?  All  business  is  de- 
pressed and  the  railroads  must  suffer  with  the  rest.  It 
is  too  bad,  both  for  them  and  for  the  public  that  depends 
<ni  transportation  and  that  wants  to  see  the  railroads 
rehabilitated,  that  they  have  to  suffer,  but  they  could 
hardly  expect  to  be  immune  if  they  are  to  remain 
private  business  institutions. 

The  present  level  of  rates  was  fixed  when  business 
was  thriving.  If  it  had  continued  to  thrive,  the  rail- 
mads  probably  would  be  earning  what  it  was  intended 
they  should  earn.  At  least  they  would  have  come  close 
enough  to  it  so  that  there  would  have  been  no  such 
ious  situation  as  there  is  now.  But  it  seems  to  us 
that  all  they  have  to  do  is  to  sit  steady  in  the  boat. 
Business  must  revive.  There  are  already  definite  signs 
of  revival.  When  it  does  revive  the  railroads  will  pros- 
per with  other  business.  We  say  all  they  have  to  do  is 
to  sit  steady  in  the  boat,  but  we  do  not  mean  quite  that. 
They  must  sit  steady  and  not  be  panic  stricken  to  the 
point  of  capsizing,  but  they  must  use  their  oars  also. 
They  are  doing  that,  for  instance,  in  their  moves  to 
bring  down  the  cost  o.f  labor  We  believe  they  will  be 
more  or  less  successful  in  that  plan  and  we  hope  they 
will.  Railroad  wages  ought  to  come  down  and  oppres- 
sive rules  governing  working  conditions  ought  to  be  re- 
vised or  killed  entirely.  Economy  must  be  the  watch- 
word all  along  the  line. 

Of  course,  we  believe  in  revision  of  wage  scales  and 
wage  agreements  on  the  merits  of  the  proposition,  but 
at  the  same  time  we  believe  it  would  serve  a  good  pur- 
pose if  railroad  officials  took  a  little  cut  themselves. 
They  are  well  paid — highly  paid,  in  many  cases.  What 
could  be  saved  by  a  horizontal  cut  in  salaries  of  higher 
officials  might  not  amount  to  much,  but  it  would  serve 
the  purpose  of  showing  good  faith  and  setting  an  ex- 
ample. Besides,  every  little  helps.  To  the  officials  who 
might  hesitate  to  make  such  a  sacrifice,  we  say  it  would 
be  much  wiser  financially  for  them  to  make  that  sacri- 
fice now  than  to  make  a  much  larger  one  later  on.  The 
much  larger  one  is  theatened  by  the  danger  of  govern- 
ment ownership  or  operation.  It  is  a  danger  that  may 
become  prominent  at  any  moment  if  present  conditions 
continue  and  the  pessimistic  talk  continues.  Just  now, 
advocacy  of  government  ownership  or  operation  is  con- 
fined, for  the  most  part,  to  the  radicals ;  but  it  is  not  a 
long  jump  for  others  to  take  when  they  see  no  hope  in 
other  remedies.  Anything  and  everything  ought  to  be 
tried  before  that  experiment  is  permitted. 

We  think,  as  we  have  said,  that  the  course  for  the 
railroads  to  pursue  and  for  the  public  to  help  them  in 
pursuing,  is  to  keep  cool  and  do  the  best  they  can,  sav- 
ing expense  wherever  possible,  cutting  wages  and  sal- 
aries where  possible  and  fair,  and  making  every  move 
count.  In  other  words,  they  must  practice  business  effi- 
ciency. We  have  always  believed  that  the  railroads  have 
never  practiced  efficient  and  modern  business  methods 
and  we  suggest  that  they  begin  to  apply  themselves  to 
that  phase  of  the  problem.  They  do  not  sufficiently  re- 


gard themselves  as  merchandisers.  They  have  transpor- 
tation to  sell  just  as  other  merchants  have  food,  or  cloth- 
ing, or  iron,  or  coal  to  sell.  Their  responsibility  to 
their  owners  and  to  the  public  depending  on  them  has 
not  ceased  just  because  business  is  not  offered.  They 
ought  to  apply  themselves  to  the  study  of  how  to  make 
business  move.  There  is  much  that  could  be  done  along 
these  lines.  The  railroads  have  tried  it,  to  a  certain  ex- 
tent, in  their  agricultural  development  bureaus,  but  that 
is  about  the  extent  of  it.  Their  traffic  departments 
should  be  business  getters  and  creators  in  something 
more  than  the  sense  that  they  go  after  business  that 
they  know  exists  and  which  some  railroad  is  going  to 
carry  whether  anybody  goes  after  it  or  not. 

Some  help  is  to  be  expected  from  a  revision  of 
present  rate  schedules  so  that  business  which  has  ceased 
to  move  because  of  high  rates  can  again  move.  There 
are  proposals  in  Congress  looking  toward  this  sort  of 
thing  and  the  Commission  itself  has  expressed  itself  as 
not  averse  to  considering  reductions  in  rates  as  a  means 
of  increasing  railroad  revenue.  It  cannot  be  told  just 
how  much  can  be  accomplished  by  such  means  but,  like 
other  things,  it  will  help,  no  doubt. 

We  repeat  that  we  see  no  cause  for  serious  worr^. 
The  railroads  must  bear  their  share  of  the  general  de- 
pression and  wait  for  better  times.  In  the  meantime 
they  must  do  the  best  they  can  with  the  material  at 
hand  and  not  "lie  down  on  the  job."  Other  business 
men  do  not  give  up.  They  keep  fighting.  They  have 
to  do  so  in  order  to  live.  The  railroads  must  do  so  also 
if  they  desire  to  live — and  their  responsibility  to  live  is 
not  only  to  their  stockholders  but  to  the  shipping  public. 
The  good  times  will  return,  there  is  no  doubt.  It  would 
be  a  sorry  outlook  if  there  were  doubt.  The  business 
man  who  has  to  reduce  his  stock,  the  manufacturer  who 
has  to  close  his  plant  or  work  it  half  time,  the  house- 
holder who  has  been  "stung"  for  a  hundred  per  cent  in- 
crease in  rent,  all  are  marking  time  and  waiting  for  the 
better  day  to  dawn.  They  have  no  doubt  it  will  come. 
The  only  ones  entirely  out  of  luck  are  those  who  have 
no  resources  that  enable  them  to  hold  on.  The  rail- 
roads need  not  face  bankruptcy  just  yet.  They  can 
"carry  on"  for  quite  a  time,  especially  if  they  will  treat 
themselves  and  their  methods  as  other  business  men 
treat  the  problems  that  confront  them. 

We  say  these  things  in  all  friendliness,  for  we  want 
the  railroads  to  function  properly  and  with  profit  to 
themselves.  But  we  believe  they  have  a  long  way  to  go 
before  they  exhaust  all  the  means  at  their  command  for 
bettering  their  situation.  One  of  the  things  they  can 
do  is  to  stop  crying  about  their  troubles.  They  are  in 
no  worse  case  than  other  business  and  no  more  entitled 
to  sympathy.  They  will  never  be  helped  out  of  mere 
sympathy  anyway.  Help  comes  out  of  selfishness — 
proper  selfishness — on  the  part  of  the  public,  which 
wants  adequate  transportation  facilities. 


PEARL   RIVER   VALLEY    NOTES 

The  Pearl  River  Valley  Railroad  Company  has  been  au. 
thorized  by  the  Commission  to  issue  promissory  notes  not  ex- 
ceeding $136,400  for  the  purpose  of  raising  funds  to  meet  out- 
standing notes,  to  cover  open  accounts,  and  to  provide  funds 
for  construction  work  in  progress  on  the  company's  line  be- 
tween  Anderson  and  Crosby,  Miss. 
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LABOR  BOARD  PROBLEMS 

The  U.  S.  Railroad  Labor  Board  announced,  February  14,  a 
decision  on  the  disputes  over  25  separate  rules  between  the 
Norfolk  and  Western  and  its  employes.  In  thirteen  of  these  dis- 
putes the  railroad  was  upheld.  The  most  important  of  them 
was  as  to  its  right  to  change  the  home  terminal  from  Columbus 
to  Portsmouth,  Ohio.  Several  of  the  disputes  involved  changes 
which  would  have  meant  an  increase  in  wages.  One  was  for 
reclassiflcation,  which  would  have  increased  the  pay  for  shifter 
and  mine  run  service,  and  another  was  a  proposal  to  have  men 
on  work  trains  receive  yardmen's  pay  for  work  performed  within 
yard  limits.  Both  these  proposals  were  denied.  The  men  were 
upheld  in  their  request  for  the  incorporation  of  rate  for  baggage- 
men handling  express  in  the  trainmen's  schedule.  The  Board 
declared  the  docket  closed  on  ten  of  the  complaints  which  were 
based  on  incidents  prior  to  the  transportation  act  or  were  other- 
wise not  based  on  working  conditions  and  wages. 

Another  decision,  February  14,  was  that  independent  unions 
have  as  much  right  to  demand  conferences  with  the  railroads 
as  have  the  so-called  big-four  brotherhoods.  This  was  handed 
down  in  the  case  of  Boston  and  Maine  and  the  American  Federa- 
tion of  Railroad  Workers.  The  Board  holds  that  "it  is  the  duty 
of  the  Boston  and  Maine  railroad  officials  to  confer  with  the 
committee  of  the  complainant  on  the  subject  matter  of 
grievances." 

In  the  hearing  in  the  case  of  the  Atlanta,  Birmingham  and 
Atlantic  vs.  its  employes  continued,  B.  L.  Bugg,  president  of  the 
road,  introduced  evidence  to  show  that  living  costs  in  the  terri- 
tory served  by  the  A.  B.  &  A.  had  fallen  to  such  an  extent  as 
to  justify  a  cut  in  wages.  He  also  said  that  wages  in  other  in- 
dustries in  that  part  of  the  country  has  fallen  from  25  to  35 
per  cent 

The  Board  ordered  the  Erie  Railroad  to  withdraw  its  notice 
of  wage  reduction  on  track  labor,  which  was  to  have  gone  into 
effect  February  1.  This  notice  also  increased  the  week  of  train 
dispatchers  from  six  to  seven  days.  The  Board  held  that  since 
no  agreement  between  the  road  and  its  employes  had  been 
reached  on  these  points,  no  changes  could  be  made  until  a  ruling 
was  made  by  the  Board.  Following  this  order  it  was  announced 
that  the  St.  Louis  and  Southwestern  had  suspended  its  wage 
cuts  pending  a  decision  in  the  Erie  case. 

B.  L.  Bugg,  president  of  the  Atlanta,  Birmingham  &  Atlantic 
Railroad,  completed  his  arguments  before  the  Labor  Board  Feb- 
ruary 15.  In  addition  to  repeating  his  statements  of  the  previous 
day  regarding  the  fall  in  living  costs,  he  pleaded  the  inability 
of  his  road  to  pay  and  the  impossibility  of  higher  freight  rates, 
as  just  causes  for  a  wage  reduction.  Answering  these  argu- 
ments, W.  S.  Carter,  president  of  the  Brotherhood  of  Locomotive 
Firemen  and  Enginemen,  said  that  if  the  ability  of  a  road  to  pay 
were  used  as  an  excuse  to  cut  wages,  a  large  increase  should 
be  granted  on  more  prosperous  roads.  He  also  denied  that  there 
had  been  any  appreciable  fall  in  living  costs.  It  was  announced 
by  E.  P.  Curtis,  vice-president  of  the  Brotherhood  of  Railway 
Conductors,  that  a  strike  ballot  had  been  sent  out  on  January 
28.  No  result  was  as  yet  known,  he  said. 

B.  M.  Jewell,  president  of  the  railway  employes'  section  of 
the  American  Federation  of  Labor,  appeared  before  the  Labor 
Board  February  17,  to  assert  that  the  immediate  application  of 
the  principle  of  collective  bargaining  was  the  only  way  to  handle 
the  present  disputes  between  the  roads  and  the  workers  in  regard 
to  wages  and  working  conditions.  He  suggested  that  the  Board 
make  an  effort  to  induce  W.  W.  Atterbury,  spokesman  for  the 
roads  in  their  recent  effort  to  secure  immediate  abrogation  of 
the  national  agreements,  or  any  other  representatives  that  the 
roads  might  name,  to  confer  with  labor  leaders  before  filing  addi- 
tional applications  for  wage  reductions  on  individual  roads.  Mr. 
Jewell  suggested  that  all  might  be  resolved  into  a  single  com- 
plaint for  the  Board's  consideration  if  the  roads  would  agree  to 
meet  the  labor  men. 

Although  characterizing  the  railroads'  present  attacks  on 
the  national  agreements  as  a  move  to  "centralize  their  own 
power  and  decentralize  that  of  the  unions,"  Mr.  Jewell  did  not 
deny  that  some  of  the  rules  were  unjust.  Of  these  he  said: 

"In  resisting  attacks  on  the  national  agreements  we  do  not 
wish  to  cause  the  railroads  unreasonable  expense.  We  shall  not 
now  advocate — and  never  have  supported — any  rules  that  do 
this." 

After  further  suggesting  that  the  railroads,  the  labor  leaders 
and  the  Board  hold  a  conference  to  establish  the  boards  of  ad- 
justment contemplated  by  the  transportation  act,  Mr.  Jewell 
asked  another  month's  extension  to  allow  the  preparation  of 
the  labor  case  in  the  rules  and  regulations  dispute.  This  request 
was  taken  under  advisement  by  the  board. 

Frank   P.  Walsh,  attorney  for  the   employes,   followed   Mr. 

1  and  indulged  in  considerable  oratory,  in   the   course  of 

'Inch  he  stated  that  if  no  effort  was  made  by  the  Board  or  by 

e  roads  to  act  on  Mr.  Jewell's  recommendations,  the  unions 

luld   make   "an   earnest  effort   to   prevent   Congress    enacting 

law  pending  measures  for  the  financial  relief  of  the  roads." 

Railway    Executives    Meet 

The  Association  jof  Railroad  Executives  met  in  Chicago,  Feb- 


ruary 18,  to  decide  on  the  next  move  to  be  made  by  the  roads. 
This  was  expected  to  be  a  recommendation  to  the  individual 
roads  to  take  up  the  matter  of  conferences  with  their  employes 
so  that  future  wage  disputes  may  come  within  the  letter  of  the 
law  as  interpreted  by  the  Labor  Board  in  its  decision  of  Feb- 
ruary 10. 

On  the  eve  of  this  meeting  Thomas  DeWitt  Cuyler,  chairman 
of  the  association,  issued  a  statement  declaring  that  the  rail- 
roads would  be  willing  to  reduce  rates  if  the  cost  of  operating, 
which  includes  labor,  could  be  cut  down. 

"With  the  decline  in  prices  of  many  commodities,"  says  this 
statement,  "certain  industries  are  asking  the  railroads  to  reduce 
rates.  Such  requests  are  a  perfectly  natural  consequence  of 
existing  business  conditions,  and  the  railroads  would  reduce 
rates  if  they  could  possibly  do  so  and  continue  to  give  the  serv- 
ice the  public  requires  and  at  the  same  time  provide  for  future 
needs. 

"At  this  moment  the  railroads  are  faced  with  very  serious 
and  drastic  reductions  due  to  the  decline  in  traffic.  Approxi- 
mately 350,000  cars  are  idle  and  probably  at  least  that  many 
men  have  of  necessity  been  relieved  from  railroad  service. 

"In  addition  to  reducing  forces  numerically,  the  railroads 
feel  that  it  is  also  vital  to  obtain  a  fair  day's  work  for  a  full 
day's  pay  on  the  part  of  every  employe.  This  is  not  possible 
at  the  moment  by  reason  of  the  palpable  unfairness  of  many  of 
the  rules  and  working  conditions  which  require  in  many  cases 
that  men  be  paid  for  time  in  which  no  work  is  done." 

The  meeting  of  the  Association  of  Railway  Executives  was 
called  for  the  purpose  of  laying  before  its  members  the  results  of 
the  recent  meeting  of  its  labor  committee.  "This  meeting  has  not 
been  called  for  the  purpose  of  laying  plans  for  a  general  reduc- 
tion in  railroad  wages,  as  has  been  reported,"  said  Thomas  De- 
Witt  Cuyler,  chairman  of  the  association.  "The  discussion  which 
will  follow  the  presentation  of  the  labor  committee's  report  to 
the  meeting  will  probably  end  in  a  recommendation  to  have  the 
individual  roads  take  up  the  matter  of  rates  for  unskilled  labor 
with  their  own  men  of  that  class.  We  hope  thus  to  be  able  to 
bring  this  subject  properly  and  legally  before  the  board."  Rec- 
ommendations of  this  kind  are  expected  to  create  the  individual 
controversies  which  the  board  insists  in  its  decision,  February 
10,  are  necessary  before  action  <  r.n  be  taken  by  it. 

Among  railroad  men  the  decision,  which  denies  the  rail- 
roads' plea  for  immediate  abrogation  of  the  national  agree- 
ments and  disclaims  jurisdiction  over  their  request  for  a  reduc- 
tion in  the  wages  of  unskilled  labor,  is  generally  considered  as 
a  victory  for  the  roads.  It  is  pointed  out  by  them  that  the 
board's  decision  not  to  allow  the  injection  of  extraneous  matter 
into  the  hearings  on  rules  and  regulations  will  stop  the  fre- 
quent allusions  by  labor  leaders  to  "illegal  combines"  and  "Wall 
Street  control."  The  railroad  men  also  say  that  the  position  of 
the  board  requiring  the  holding  of  conferences  before  bringing 
controversies  to  the  board  is  in  line  with  the  views  always  held 
by  the  roads. 

S.  M.  Nickey,  president  of  the  Southern  Hardwood  Shippers' 
Association,  has  wired  the  chairman  of  the  Labor  Board,  con- 
demning the  national  agreements  and  urging  their  immediate 
abrogation. 


RAILROAD  EMPLOYES 

The  Traffic  World  Washington  Bureau 

Class  I  railroads  of  the  United  States  had  an  average  num- 
ber of  2,004,760  employes  in  service  in  the  quarter  ending  June 
30,  1920,  according  to  a  statement  issued  by  the  Bureau  of  Sta- 
tistics of  the  Commission  covering  the  number  of  employes, 
classes  of  service,  and  compensation.  The  total  compensation 
for  the  quarter  was  $801,063,938.  Carriers  were  instructed,  how- 
ever, not  to  include  in  their  reports  back  wages  ordered  paid 
from  May  1  by  the  United  States  Railroad  Labor  Board,  so  that 
the  figures  given  represent  the  rates  of  pay  in  force  prior  to  the 
wage  decision. 

For  the  month  of  April  the  number  of  employes  in  service, 
including  all  classes,  at  the  middle  of  the  month,  was  1,952,446; 
in  May,  2,005,483,  and  in  June,  2,056,381. 

For  the  entire  quarter,  the  average  number  of  general  offi- 
cers at  salaries  of  $3,000  and  more  was  6,744;  and  under  $3,000, 
2,022.  Division  officers  receiving  $3,000  or  more  numbered  6,499 
and  under  $3,000,  7,113.  Clerks  receiving  $900  or  more,  num- 
bered 234,768,  and  under  $900,  3,716. 

Some  of  the  other  classes  of  service  involving  considerable 
numbers  of  employes  and  their  rates  of  pay,  for  the  quarter, 
are  as  follows:  Section  men,  292,343,  40.1  cents  an  hour;  other 
unskilled  laborers,  117,733,  45  cents  an  hour;  station  service 
employes,  121,282,  46.4  cents  an  hour;  yard  brakemen,  46,862, 
66.6  cents  an  hour;  enginehouse  men,  72,964,  45.2  cents  an  hour; 
road  freight  brakemen  and  flagmen,  64,229,  64.1  cents  an  hour; 
road  passenger  engineers  and  motormen,  12,942,  $1.193  an  hour; 
road  freight  engineers  and  motormen,  32,131,  $1.017  an  hour 

Traveling  agents  and  solicitors  numbered  3,556,  with  a  daily 
average  wage  of  $7.224;  employes  in  outside  agencies,  1,185,  with 
a  daily  average  wage  of  $6.047;  other  traffic  employes,  402,  with 
a  daily  average  wage  of  $7.235. 
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Current  Topics 

in  Washington 


An  Approaching  Increase  in  Tonnage. — Although  there  are 
Mils  ;iml  resolutions  in  Congress  dealing  with  the  subject  of 
rates  :md  wages,  or  suggesting  how  somebody  else  shall  deal 
with  them,  lew,  perhaps,  expect  the  transportation  situation  to 
wait  for  a  legislative  solution.  Conditions  throughout  the  coun- 
try are  such  that  there  must  soon  be  a  revival  of  shipping — or 
the  country  will  go  cold  and  hungry.  No  one  expects  the  country 
to  do  anything  of  the  kind.  The  chances  are,  it  is  believed, 
i hat  there  will  be  such  a  sharp  upward  bulge  of  prices  of  food, 
and  possibly  of  coal,  that  there  will  be  a  considerable  increase 
in  tonnage.  While  one  swallow  does  not  make  a  summer,  the 
fact  that  an  ordinary  head  of  cabbage  has  been  selling  in  the 

tiled  cut-rate  chain  groceries  in  Washington  for  twenty-three 

a  means  something.  The  meaning,  it  is  suggested,  is  that 
the  fruit  nnd  vegetable  shippers  will  soon  again  be  sending  their 
stuff  to  market,  assured  that  the  prices  realized  will  be  high 
enough  more  than  to  cover  the  cost,  even  if  thousands  of  acers 
of  cabbage  were  not  harvested  last  fall  because  the  prices  were 
too  low  to  pay  the  cost  of  cutting.  The  fact  that  only  8,000,000 
urns  of  soft  coal  are  being  dug  each  week  is  also  taken  as  indi- 
raiing  that  soon  those  who  have  money,  or  can  get  it,  will  be 
ordering  coal  for  delivery  next  summer,  because  they  know  that 
if  the  production  remains  at  that  low  figure,  there  will  be  a  coal 
shortage  before  next  November.  The  thought  among  those  who 
know  something  about  the  business  of  the  country,  as  measured 
in  terms  of  carloads,  is  that  soon  somebody  must  begin  buying 
asain,  and  as  soon  as  somebody  does  that  everybody  will  be 
coming  into  the  market,  because  stocks  must  be  getting  low  and 
even  a  mild  demand  may  have  fantastic  price  results.  The 
country  has  been  "getting  along  without"  so  long  that  the  limit, 
of  deprivation  must  be  near  at  hand.  If  the  government  had 
not  been  so  wasteful  during  the  war,  it  is  suggested,  it  could 
now  be  paying  what  it  owes  the  railroads — something  more  than 
$500.000,000 — and  that  alone  would  go  far  toward  restoring  things 
to  normal.  So  long  as  the  government  does  not  pay  its  debts, 
the  creditors  of  railroads  must  wait  for  their  money.  The  coun- 
try is  now  suffering  on  account  of  the  waste  that  went  on  during 
the  war.  Little  things  show  wherein  the  waste  was  accom- 
plished, as,  for  instance,  three  or  four  colored  messengers  and 
doorkeepers  sitting  around  Director-General  McAdoo's  office,  one 

ike  his  hat,  another  to  take  his  overcoat,  and  another  to 
summon  such  and  such  a  person  to  his  presence.  McAdoo  was 
not  more  wasteful  than  some  other  men  in  public  office  during 
the  war,  and  the  waste  on  such  things  may  not  have  been  great, 
hut  apparently  everybody  else  was  doing  the  same  thing  to  the 
limit  of  his  ability.  It  may  have  helped  win  the  war,  but  the 
croakers  now  have  their  inning  to  suggest  that  if  the  men  in 
public  office  had  really  lived  up  to  their  professions  about  wear- 
ing patched  clothes,  the  government  would  not  now  be  so  far 
behind.  Governmental  waste  meant  taxes,  and  taxes  meant  that 
there  was  just  that  much  less  money  to  be  used  in  useful  work. 


Forcing  Legislation  Through  Congress. — At  the  end  of  the 
last  session  of  each  Congress  the  fact  that  adjournment  must 
be  taken  on  a  day  certain,  affords  an  opportunity  to  men  who 
are  willing  to  hold  up  necessary  business  to  force  consideration 
of  measures  that  are  considered  of  doubtful  value  and  cannot 
KO  forward  on  their  own  merits.  The  closing  days  give  such 
men  the  chance  to  slug  the  majority  into  doing  something  that 
really  does  not  commend  itself  to  the  majority.  That  is  not  to 

that  such  measures,  if  and  when  brought  to  the  front,  will 
not  be  passed.  The  number  of  cowards  in  Congress,  proportion- 
ately, is  often  believed  to  be  greater  than  among  the  ordinary 
run  of  folks.  Veteran  congressmen  and  experienced  newspaper 
correspondents  know  that  bills  are  put  through,  against  the 
judgment  of  many  who  vote  for  them,  simply  because  a  percent- 
age of  senators  and  representatives  feel  that  they  cannot  afford 
to  stand  up  and  be  counted  for  what  they  believe  to  be  for  the 
real  best  interests  of  the  public,  because  such  a  stand  would 
force  them  to  explain  their  votes.  The  bill  for  the  regulation 
of  the  packers  and  the  "voluntary"  registration  of  packers  and 
operators  of  live  stock  yards,  it  is  believed,  is  a  case  in  point. 
N"»  man  who  lives  in  a  district  in  which  certain  kinds  of  news- 
papers have  a  large  circulation  could  afford  to  vote  against  that 
1  because  he  would  be  accused  of  being  "pro-packer,"  even 
If  he  escaped  insinuation  that  he  was  on  the  pay  roll  of  some 
packer  or  packers.  It  has  often  been  said  that  it  is  easier  for 
such  a  man  to  "go  along,"  smothering  his  conviction  that  it  is 
not  good  to  inaugurate  a  system  of  licenses,  granted  or  revoked 
at  Washington,  for  the  "regulation"  of  any  industry.  The  funda- 
mental theory  underlying  such  bills  is  that  highly  organized 
industries  cannot  be  punished  for  violations  of  the  laws  by  the 
ordinary  method  of  indictment  and  trial  before  a  judge  and 
jury,  but  must  be  made  to  walk  as  a  bureaucrat  in  Washington 


thinks  they  should  walk,  on  pain  of  forfeiting  their  licenses  to 
do  business.  Everything  forbidden  by  the  Haugen  and  Oronna 
packer  bills  is  already  forbidden  by  law,  but  advocates  of  them 
seem  to  think  either  that  the  courts  do  not  enforce  the  law  or 
that  "big  business"  must  be  terrorized  Into  conducting  Itgelf  as 
a  bureau  in  Washington  thinks  it  should.  In  accordance  with 
rules  which,  while  not  law  by  direct  enactment  of  Congress, 
would  carry  penalties  for  their  infraction  much  heavier  than  th»- 
penalties  prescribed  for  violating  the  statutes.  While  no  fili- 
buster had  been  organized  in  the  House  at  the  time  this  was 
written,  there  was  much  talk  of  such  a  method  for  pushing  one 
or  the  other  of  those  bills  through  that  body  before  the  end  of 
the  session.  Either  bill  could  command  a  majority  composed 
of  those  who  believe  in  a  license  system  for  all  business  and 
those  who  would  rather  not  have  to  make  a  political  fight  for  a 
retention  of  their  seats  against  the  newspapers  that  advocate 
that  kind  of  government. 


What  Is  Butter? — The  country  is  soon  to  learn  more  about 
butter-making  than  all  the  good  mothers  in  Israel  ever  knew 
when  the  making  of  butter  was  their  specialty.  The  Internal 
revenue  commissioner,  the  one  who  collects  the  Income  tax  and 
sees  that  the  country  keeps  sober,  and  IB  therefore  sometimes 
known  as  the  "infernal  revenue  commissioner,"  is  to  hold  a 
hearing  February  25  with  a  view  to  finding  out  whether  he  is 
accurate  in  saying  that  butter  made  from  rancid  or  decomposed 
cream,  restored  to  usefulness  by  the  employment  of  a  neutraliz- 
ing agent,  generally  lime,  comes  within  the  meaning  of  the  law 
against  adulteration.  He  has  so  decided,  but  he  has  postponed 
the  operative  date  of  his  decision  that  makers  of  butter  from 
such  cream  must  label  their  product  adulterated  and  pay  a  tax 
of  ten  cents  a  pound  thereon,  because  the  dairy  interests  have 
raised  a  mighty  howl.  The  ordinary  man,  consulting  only  his 
own  nose,  might  say  that  Commissioner  Williams  was  right,  but 
science  is  a  mighty  monarch  not  to  be  upset  by  the  ordinary 
man's  nose.  Science,  it  is  contended,  asserts  that  cream  brought 
back  to  usefulness  by  means  of  a  neutralizing  agent  can  be 
made  into  the  finest  kind  of  butter,  no  matter  what  the  nose 
may  say  about  the  cream  treated  with  a  neutralizing  agent  some 
time  after  that  cream  was  sweet.  If  the  decision  remains  un- 
modified, the  big  creameries  will  be  hard  hit,  because  neither 
they  nor  the  farmers  can  afford  to  ship  their  cream  in  less 
than  carload  quantities  while  it  is  still  sweet.  They  must  con- 
centrate and  restore  the  cream  to  usefulness,  even  if  the  cream 
is  in  such  a  state,  as  some  advocates  of  the  enforcement  of  the 
strict  ruling  aver,  that  it  is  dangerous,  on  account  of  the  gases 
generated  in  the  milk  cans,  for  a  man  not  acquainted  with  the 
force  therein  contained  to  open  one  of  them.  The  chances  are 
that  before  the  question  is  answered,  the  country  will  be  dis- 
cussing "what  is  butter?"  with  almost  as  great  interest  as,  a 
dozen  years  ago,  it  was  asking,  "what  is  whisky?" 

Filing  Overcharge  Claims  with  the  Commission. — What  is 
regarded  by  many  shippers  as  excessive  caution  of  the  Railroad 
Administration  and  the  Commission  in  the  matter  of  claims  for 
straight  overcharges,  is  expected  to  precipitate  an  avalanche  of 
work  on  the  Commission.  The  Railroad  Administration  lawyers 
construed  section  206  (c)  to  require  the  filing  with  the  Commis- 
sion of  straight  overcharge  claims  arising  in  the  period  of  federal 
control,  within  the  year  of  grace  allowed  by  the  transportation 
act  for  the  filing  of  claims  for  reparation.  They  so  held  because 
Congress,  after  enumerating  the  causes  for  complaints  demand- 
ing reparation,  added  the  words,  "or  otherwise  in  violation  of 
the  interstate  commerce  act."  The  charging  of  a  rate  other 
than  the  one  named  in  a  tariff  is  forbidden  by  section  6  of  the 
interstate  commerce  act.  Therefore,  the  Railroad  Administra- 
tion lawyers  held  that  claims  for  straight  overcharges  must  be 
filed  the  same  as  formal  complaints  demanding  reparation  for 
unreasonable  or  unduly  prejudicial  rates,  within  the  year  of  grace 
allowed.  The  Interstate  Commerce  Commission,  in  an  announce- 
ment on  the  subject,  given  out  on  February  14,  said  it  was  not 
prepared  to  say  that  206  (c)  did  not  apply  to  claims  for  straight 
overcharges.  The  attorneys  for  the  National  Industrial  Traffic 
League,  in  construing  the  section,  held  that  claims  for  straight 
overcharges  did  not  come  within  the  meaning  of  206  (c).  It  is 
assumed  by  those  who  believe  the  Railroad  Administration  and 
the  Commission  have  done  for  the  latter  something  akin  to 
what  a  small  boy  does  for  himself  when  he  pokes  a  bee  hive, 
that  the  average  shipper,  while  perhaps  not  doubting  the  cor- 
rectness of  the  construction  made  by  the  attorneys  for  the 
League,  will  act  on  the  assumption  that  it  is  better  to  be  safe 
than  to  be  sorry,  and  file  overcharge  claims  in  sheaves  and 
bundles.  Indeed,  they  are  advised  by  the  League  to  do  so,  as 
told  elsewhere. 


The  Passing  of  State  Rates. — Indiana  is  likely  to  be  the  only 
state  of  those  that  have  commissions  that  did  not  follow  the 
federal  Commission's  decision  in  Ex  Parte  No.  74,  that  will  have 
a  state-made  rate  in  operation  when  the  federal  Commission 
gets  through  with  its  work  of  bowling  over  state  rates  because 
they  are  unlike  the  interstate  rates  prescribed  by  it.  States 
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that  followed  the  federal  body,  of  course,  will  have  state  rates 
in  effect,  but  it  is  believed  they  will  be  state  rates  in  name  only. 
In  theory,  the  state  commissions  will  be  at  liberty  when,  in  their 
opinion,  conditions  have  changed,  to  modify  such  rates.  How- 
ever, in  view  of  the  fact  that  state  rates  in  the  states  that  did 
not  follow,  literally,  the  rates  put  out  last  summer  by  the  na- 
tional Commission  have  seen  them  abolished  because  they  varied 
from  the  rule  laid  down  in  Ex  Parte  No.  74,  change  by  a  state 
that  followed  the  Interstate  Commerce  Commission,  it  is  be- 
lieved, would  be  merely  an  invitation  to  the  railroads  to  present 
the  facts  to  the  federal  Commission  and  have  the  changes  over- 
turned, almost  pro  forma.  Inasmuch  as  Congress  has  heard 
two  or  three  times  a  week  for  nearly  two  months  the  crash  of 
state  rate  structures,  without  any  manifestations  of  alarm,  the 
conviction  is  being  strengthened  that  the  Supreme  Court,  when 
it  comes  to  pass  on  the  question  whether  the  Interstate  Com- 
merce Commission  exceeded  the  authority  granted  by  Congress, 
will  not  be  insensible  to  the  fact  that  Congress  has  done  nothing 
to  indicate  that  it  did  not  intend,  when  it  passed  the  transpor- 
tation act,  to  wipe  out  the  state  commissions  as  to  their  power 
over  rates  within  the  state.  In  other  words,  Congress  has  always 
been  in  a  position  of  perfect  knowledge  as  to  what  the  Com- 
mission has  been  saying  was  the  intention  of  Congress  when  it 
passed  the  transportation  act.  It  has  not  done  a  thing  to  indi- 
cate that  it  disagrees  with  the  Commission.  The  Supreme  Court, 
it  might  be  suggested  if  levity  were  permissible,  may  be  ex- 
pected to  argue  that  it  "should  worry"  if  Congress,  knowing  the 
facts,  showed  no  signs  of  perturbation.  As  to  whether  Congress 
has  the  power  to  authorize  the  Commission  to  take  the  rate- 
making  power  from  the  states — that  is  an  entirely  different  ques- 
tion, although  possibly  answered  in  the  Minnesota  and  Shreve- 
port  decisions. 

Possible  Repeal  of  Section  15a. — There  is  more  likelihood 
it  is  believed,  of  Congress  depriving  the  Commission  of  some  of 
the  power  granted  a  year  ago  by  repealing  the  whole  of  section 
15a  than  of  specifically  acting  on  the  question  of  state  powers. 
Repeal  of  that  section  would  require  the  Commission  to  deal 
with  discriminations  against  interstate  transportation  on  the 
narrower  basis  laid  down  in  the  Shreveport  case  and  the  South 
Dakota  express  case.  In  the  express  case,  the  rule  is  that  the 
Commission  must  indicate,  as  a  result  of  testimony,  wherein 
the  state-made  rates  cause  discrimination  against  competing  in- 
terstate commerce,  rather  than  where  such  rates  discriminate 
against  interstate  commerce  by  depriving  the  carriers  of  an  ade- 
quate return  on  the  property  devoted  to  transportation.  There 
are  some  who  think  the  difference  is  the  difference  between 
tweedle-dee  and  tweedle-dum,  but  others  think  it  is  much  greater 
than  that  and  that  its  application  would  still  leave  a  zone  in 
which  the  states  could  operate  as  to  rates.  There  are  also  di- 
verse views  as  to  what  Congress  will  or  will  not  do,  one  view 
being  that,  inasmuch  as  the  questions  of  peace  and  tariff  will  be 
prominent,  Congress  will  not  undertake  at  the  coming  extra 
session  to  deal  with  the  railroad  problem.  A.  E.  H. 


HINES  MAKES  AN  AWARD 

As  an  executive  in  American  railroad  companies,  as  com- 
merce counsel  for  them,  and  as  Director-General  of  Railroads 
for  the  last  fourteen  months  of  federal  control,  Walker  D.  Hines 
learned  things  that,  apparently,  have  been  used  by  him  for 
removal  of  part  of  the  friction  between  France  and  Germany. 
A  copy  of  the  award  made  by  him,  as  arbitrator  under  section 
357  of  the  treaty  of  Versailles,  has  been  received  by  The  Traffic 
World.  It  reads,  in  many  parts,  like  a  decision  of  the  Interstate 
Commerce  Commission.  Anyone  familiar  with  the  technique  of 
transportation  regulation  as  established  by  the  Commission  and 
the  commerce  attorneys  practicing  before  it,  could  read  the 
award  and  understand  it  as  fully  as  if  the  decision  related  to 
a  rate  adjustment  in  this  country,  although  the  arbitration  is 
an  adjustment  of  the  question  as  to  what  part  of  the  commerce 
on  the  Rhine  should  be  ceded  to  France  because  of  the  re- 
incorporation  of  Alsace  in  the  republic. 

When  France  and  Germany  made  peace  the  question  was 
as  to  what  part  of  the  Rhine  fleet  should  be  ceded  to  France 
to  enable  France  to  control  the  part  of  traffic  on  that  river  that 
Germany  created  on  that  stream  by  reason  of  the  incorporation 
of  Alsace  in  the  empire  brought  into  being  when  Prussia  de- 
feated France  in  1871.  It  was  a  question,  to  use  a  homely  illus- 
tration, of  how  large  a  share  of  the  household  goods  Alsace 
should  take  with  her  in  going  from  the  control  of  the  German 
empire  to  the  control  of  the  French  republic. 

In  dealing  with  the  question  Mr.  Hines  proceeded  as  the 

i.ommission  would  have  proceeded  in  dealing  with  a  question 

divisions.     He  denied  a  considerable  number  of  claims  put 

rth  by  France  on  the  ground  that  France  did  not  need  the 

roperty  demanded  to  enable  her  to  control  a  proportion  of  the 

traffic  equal  to  the  interest  she  acquired  by  reason  of  the  cession 

Isace  to  her.  He  turned  seventy-six  per  cent  of  the  stock 
tine  navigation  company  over  to  France;  als'o  barges 

0f  254>15°  ton8:  tugs  having  an  aggregate  ca- 
horsepower  and  the  property  of  one  German 


company  at  Rotterdam,  so  that  French  navigation  on  the  Rhine 
will  have  a  sea  terminal.  He  said  France  was  not  entitled  to 
any  oil  tank  boats  other  than  those  belonging  to  the  company, 
control  of  the  stock  of  which  was  given  to  France.  He  also 
declined  to  give  France  any  passenger  boats  because  he  said 
there  was  no  regular  passenger  service  from  or  to  Alsatian 
ports.  He  also  declined  to  give  France  any  freight  boats,  other 
than  the  barges,  because  most  of  the  package  freight  service 
to  and  from  Alsatian  ports,  before  the  war,  was  in  the  hands 
of  the  Dutch  and  Belgian  companies. 

With  the  equipment  and  terminals  allocated  by  him  to 
France  he  is  of  the  opinion  that  France  can  conduct  a  proper 
share  of  the  commerce  on  the  Rhine. 


RAILWAY  REVENUE 

The  Traffic  World  Washington  Bureau 

With  reports  on  December  earnings  from  only  13  roads  lack- 
ing, compilations  made  by  the  Bureau  of  Railway  Economics 
from  reports  to  the  Commission  from  190  class  1  roads,  cover- 
ing 226,282  miles  of  road  out  of  a  total  of  about  235,282  miles, 
as  of  Feb.  17,  showed  the  net  railway  operating  income  of  the 
190  reporting  roads  to  be  $15,516,300  for  December.  If  the 
revenues  of  the  remaining  13  roads  show  the  same  results,  rela- 
tively, the  total  net  railway  operating  income  will  be  approxi- 
mately $16,000,000  or  $4,000,000  less  than  previously  estimated 
by  the  Bureau.  This  will  represent  a  return  of  1.1  per  cent  on 
the  total  valuation  of  $18,900,000,000  on  an  annual  basis.  The 
class  1  roads  should  have  earned  a  net  of  $86,800,000  in  December 
to  make  up  that  month's  share  of  an  annual  net  return  of  6  per 
cent  on  valuation.  Operating  revenues  increased  21.6  per  cent 
over  December,  1919,  and  expenses,  20.3  per  cent,  and  the  in- 
crease in  net  railway  operating  income  was  24.5  per  cent.  For 
the  period  of  September  to  December,  inclusive,  the  first  four 
months  the  increased  rates  were  in  effect,  the  class  1  roads  had 
a  net  operating  income  of  3.3  per  cent  on  the  total  valuation, 
figured  on  an  annual  basis,  or  a  little  more  than  one-half  the 
transportation  act  contemplated  they  should  earn. 


CLAYTON  ACT  AMENDMENT 

The  Traffic   World   Washington  Bureau     \ 

Bulletin — The  House  committee,  February  18,  voted  to  re-    I 
port  favorably  the  bill  modifying  section  10  of  the  Clayton  act.   ! 

A  favorable  report  by  the  House  committee  on  interstate 
and  foreign  commerce  on  the  bill  providing  for  modification  of 
section  10  of  the  Clayton  act  was  expected  to  be  made  Feb.  18 
when  the  committee  was  to  consider  the  bill  in  executive  ses- 
sion.    An   effort  may   be  made  to   get  the   bill  through  at  the   j 
present  session  though  some  doubt  has  been  expressed  as  to   i 
whether  it  could  be  passed. 

Representative   Esch   has    introduced   a   bill    (H.   R.   16060)    j 
providing  for  modification  of  section  10  of  the  Clayton  act.     The 
bill  is  identical  with  the  Townsend  bill,  which  has  been  favor- 
ably reported  to  the  Senate. 

Chairman  Clark  of  the  Commission  and  Alfred  P.  Thorn, 
general  counsel  of  the  Association  of  Railway  Executives,  ap-  i 
peared  before  the  House  committee  on  interstate  and  foreign 
commerce,  February  11,  at  a  hearing  on  the  bill  providing  for 
commerce,   February   11,  at  a  hearing  on  the   bill.     The  state- 
ments by  Mr.  Clark  and  Mr.  Thorn  were  along  the  same  line  as   \ 
those  given  by  them  before  the  Senate  committee  when  extensive 
hearings  were  held  recently.     Additional  testimony  may  be  heard   ; 
later  by  the  House  committee  on  the  bill. 

amendment  of  section  10  of  the  Clayton  act.  The  bill  before  i 
the  House  committee  is  identical  with  that  reported  to  the  Sen-  . 
ate  recently  by  the  Senate  committee  on  interstate  commerce.  > 
The  statements  by  Mr.  Clark  and  Mr.  Thorn  were  along  the  i 
same  line  as  those  given  by  them  before  the  Senate  committee  . 
when  extensive  hearings  were  held  recntly.  Additional  testi- 
mony may  be  heard  later  by  the  House  committee  on  the  bill. 


CAR  SURPLUS  AND  SHORTAGE 

The   Traffic   World   Washington  Bureau 

In  the  week  ending  February  8  the  average  car  surplusage 
was  358,065  cars  as  compared  with  324,186  cars  in  the  preceding 
week,  and  the  average  car  shortage  was  692  cars  as  compared 
with  810  in  the  preceding  week,  according  to  the  weekly  report 
of  the  car  service  division  of  the  American  Railway  Association. 

The  surplusage  was  made  up  of  the  following  classes  of 
equipment:  Box,  175,724;  ventilated  box,  1,994;  auto  and  furni- 
ture, 12,035;  flat,  11,764;  gondolas,  87,832;  hopper,  34,957;  all 
coal  (gondola  and  hopper),  122,789;  coke,  6,343;  S.  D.  stock, 
16,277;  D.  D.  stock,  1,395;  refrigerator,  6,790;  tank,  73;  mis- 
cellaneous, 2,881. 

The  shortage  was  made  up  of  the  following  classes  of  equip- 
ment: Box,  143;  auto  and  furniture,  1;  flat,  175;  gondola,  37;  hop- 
per, 93;  all  coal  (gondola  and  hopper),  130;  S.  D.  stock,  48;  D. 
D.  stock,  97;  refrigerators,  98. 
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Decisions  of  Interstate  Commerce  Commission 


INDIANA  RATES,  FARES  AND  CHARGES 

CASE   NO.   11894  (60  I.  C.  C.  337-349) 

IX  THE  MATTER  OF  RATES.  FARES,  AND  CHARGES 
M'I'LICABLE  BETWEEN  POINTS  IN  THE  STATE  OF 
INDIANA. 

Submitted  Dec.  15.  1920.     Opinion  No.  6643. 

J.  Rates,  fares  and  charges  fixed  by  the  Public  Utilities  Commission 
of  Indiana  for  intrastate  application  in  Indiana,  except  rates  on 
•  •ci:il  for  distances  of  30  miles  and  less,  found  to  subject  persons 
and  localities  outside  the  state  to  undue  prejudice  and  disad- 
vantage and  to  result  in  unjust  discrimination  against  interstate 
commerce. 

ires    and   charges    prescribed  which   will    remove   such    prejudice 
ami  discrimination. 

MKYKR,  Commissioner: 

On  October  16,  1920,  we  received  a  petition  from  the  steam 
carriers  operating  in  the  state  of  Indiana,  stating  that  they  had 
Applied  to  the  Public  Utilities  Commission  of  Indiana  for  the 
.same  general  increases  in  rates,  fares,  and  charges  on  intrastate 
'tic  in  Indiana  as  we  had  permitted  for  the  Interstate  traffic 
of  the  same  carriers  in  Increased  Rates,  1920,  58  I.  C.  C.,  220, 
and  Authority  to  Increase  Rates,  58  I.  C.  C.,  302,  hereinafter  re- 
ferred to  as  Ex  Parte  74,  but  that  the  Indiana  commission  had 
allowed  such  increases  only  in  part.  It  was  alleged  that  as  a  re- 
Milt  of  the  action  of  the  state  commission  an  unlawful  relation- 
ship as  between  the  intrastate  and  interstate  transportation 
charges  would  exist  and  we  accordingly  instituted  this  proceed- 
ing of  investigation. 

In  Ex  Parte  74,  under  authority  conferred  upon  us  by  the 
Interstate  commerce  act,  we  divided  the  country  into  four  rate 
groups,  namely,  eastern,  southern,  western,  and  mountain-Pacific, 
•which  groups,  in  our  view,  represented  a  proper  division  of  the 
country  for  the  purpose  of  considering  the  financial  condition 
of  the  carriers  and  fixing  upon  a  general  increase  in  rates.  We 
found  that  for  all  freight  services  the  carriers  might  increase 
their  charges  by  varying  percentages  according  to  the  several 
groups.  In  the  eastern  group,  which  includes  Indiana,  an  In- 
crease of  40  per  cent  was  authorized.  For  passenger  service, 
including  the  transportation  of  excess  baggage  and  milk  and 
cream  carried  on  passenger  trains,  we  authorized  a  uniform  In- 
crease of  20  per  cent  in  fares  and  charges  throughout  the  country, 
and  authorized  a  surcharge  upon  passengers  in  sleeping  and 
parlor  cars  equal  to  50  per  cent  of  the  charge  for  space  in  such 
cars,  to  accrue  to  the  rail  carriers.  It  was  our  conclusion  that 
Ihpse  increases  would  result  in  transportation  charges — 

not  unreasonable  in  the  aggregate  under  Section  1  of  the  act  and 
wi-uld  enable  the  carriers  in  the  respective  groups,  under  honest, 
•  •Bii'icnt  and  economical  management  and  reasonable  expenditures 
for  maintenance  of  way,  structures  and  equipment,  to  earn  an  aggre- 
annual  railway  operating  income  equal,  as  nearly  as  may  be,  to 
a  return  of  5Vi  per  cent  upon  the  aggregate  value,  for  the  purposes 
of  this  proceeding,  of  the  railway  property  of  such  carriers  held  for 
and  used  in  the  service  of  transportation  and  one-half  of  1  per  cent 
in  addition. 

In  reaching  this  conclusion  we  anticipated  that  the  various 
state  authorities  would  grant  corresponding  increases,  as  most 
of  them  have  since  done.  Tariffs  were  filed  establishing  the 
new  rates,  interstate,  effective  August  26,  1920. 

The  decision  of  the  Indiana  commission  was  rendered  Sep- 
tember 17,  1920.  A  short  time  previous,  in  a  similar  proceeding 
before  the  Illinois  Public  Utilities  Commission,  wherein  the  car- 
riers sought  the  same  increases  intrastate  in  Illinois  as  we  had 
allowed  interstate  in  the  eastern  group  in  Ex  Parte  74,  the 
Illinois  commission  had  decided  that  within  Illinois  there  should 
oe  no  increases  in  passenger  fares  or  in  milk  and  cream  rates, 
and  no  surcharge  on  passengers  in  sleeping  or  parlor  cars,  and 
that  an  increase  of  only  33%  per  cent  should  be  made  in  ths 
charges  for  freight  services.  It  should  also  be  said,  in  this  con- 
nection, that,  subject  to  a  few  exceptions,  the  Illinois  commis- 
sion has  during  recent  years  refused  to  allow  the  same  general 
increases  in  rates  as  has  this  Commission  while  the  Indiana 
commission  has  granted  them,  so  that,  upon  the  whole,  the  rates 
in  Illinois  had  for  some  years  been  lower  than  applied  intrastate 
in  Indiana,  and  interstate  between  Indiana  and  Illinois  and 
elsewhere  in  so-called  central  territory.  Recently,  however,  fol- 
lowing an  order  of  the  Illinois  commission,  the  class  rates  in 
Illinois  were  revised  so  as  to  represent  what  is  said  to  be  prac- 
tically the  equivalent  of  the  central  territory  scale  of  August  25, 
1920,  plus  35  per  cent.  The  Indiana  commission  in  its  report 
indicated  that  its  action  was  governed  almost  entirely  by  the 
action  of  the  Illinois  commission,  and  accordingly  denied  the 
increases  sought.  As  to  passenger  fares  it  permitted  no  increases 
whatever,  and  refused  to  authorize  a  surcharge  on  passengers 
in  sleeping  and  parlor  cars.  This  had  the  effect  of  holding  the 
intrastate  fares  to  the  general  basis  of  3  cents  per  mile,  as  in 
Illinois.  Charges  for  excess  baggage  are  usually  based  upon  a 


percentage  of  the  current  passenger  fares,  and  the  Indiana  com- 
mission permitted  no  increases  therein.  Also,  no  increases  were 
allowed  in  rates  on  milk  and  cream  In  passenger  trains.  As 
to  freight  traffic,  the  Indiana  commission  granted  an  increase 
of  33%  per  cent  in  class  rates  and  In  charges  for  special  serv- 
ices such  as  reconsignment,  diversion,  switching,  etc.,  and  an 
increase  of  33%  per  cent  in  the  rates  on  coal,  except  that  it  wan 
provided  that  the  rates  on  coal  for  distances  of  less  than  30 
miles  should  not  exceed  certain  maxima,  and  that  certain  dif- 
ferentials as  to  destination  points  should  be  observed.  An  in- 
crease of  16  per  cent  was  allowed  In  the  rates  on  iron  and  steel 
articles  and  live  stock,  and  10  per  cent  in  the  rates  on  other 
commodities,  with  the  exception  of  brick,  as  to  which  no  in- 
crease was  allowed,  and  as  to  straw,  for  which  a  new  mileage 
scale  of  rates  was  prescribed  about  15  per  cent  lower  than  the 
interstate  scale  on  the  same  commodity.  As  we  understand  it, 
the  Indiana  commission,  in  order  to  protect  the  Indiana  shippers, 
sought  by  its  decision  to  hold  the  rates  in  Indiana  in  a  general 
way  to  the  level  of  those  in  Illinois.  A  supplemental  report  of 
the  Illinois  commission  on  the  recent  application  of  the  car- 
riers modified  the  original  report,  in  that  it  granted  what  was 
deemed  to  be  the  equivalent  of  a  35  per  cent  increase  in  Illinois 
intrastate  freight  rates  and  charges. 

The  electric  lines  offered  no  evidence,  are  seeking  no  in- 
creases at  our  hands,  and  the  word  "carriers"  as  herein  used 
means  only  steam  carriers. 

The  present  standard  passenger  fares  in  Indiana  are  on  the 
general  basis  of  3  cents  per  mile,  this  rate  having  been  estab- 
lished by  the  Director-General  of  Railroads  June  10,  1918.  Prior 
to  that  time  the  basis  was  2  cents  per  mile,  in  accordance  with 
an  act  of  the  state  legislature,  which  was  repealed  March  13, 
1919.  The  interstate  fares  of  the  respondent  carriers  are  gen- 
erally on  the  basis  of  3.6  cents  per  mile.  The  excess-baggage 
charges  are  based  on  16%  per  cent  of  the  passenger  fares  and 
are  accordingly  lower  intrastate  than  interstate.  No  surcharge 
is  imposed  upon  intrastate  passengers  in  sleeping  or  parlor  cars. 

The  record  establishes  that  the  general  level  of  charges  for 
freight  services  also  is  lower  in  Indiana  than  that  applied  in- 
terstate. Prior  to  August  26  the  charges  for  freight  services 
intrastate  in  Indiana  were  in  practically  all  cases  on  the  same 
basis  as  applied  interstate  in  the  same  general  territory.  I» 
the  C.  F.  A.  Class  Scale  Case,  45  I.  C.  C.,  254,  we  prescribed  a 
scale  of  class  rates  for  general  application  in  what  is  known  as 
central  territory,  which,  roughly  speaking,  embraces  the  terri- 
tory bounded  by  a  line  through  Buffalo  and  Pittsburgh  on  the 
east,  the  Ohio  River  on  the  south,  the  Mississippi  River  on  the 
west,  and  the  great  lakes  on  the  north.  This  scale,  subject  to 
the  general  percentage  increases  made  since  its  adoption  in  1917, 
applies  both  intrastate  and  interstate  through  most  of  this  terri- 
tory, except  intrastate  in  Illinois  and  Indiana,  and  until  August 
26,  applied  intrastate  in  Indiana.  Many  of  the  commodity  rates, 
intrastate  and  interstate,  in  central  territory  are  made  on  a 
percentage  of  the  class  rates,  and  many  of  them  have  been  fixed 
by  us.  See  C.  F.  A.  Class  Scale  Case,  supra,  and  Building  and 
Roofing  Paper  and  Paper  Board  Rates,  52  I.  C.  C.,  84.  We  have  also 
fixed  the  bases  for  interstate  rates  on  straw,  live  stock,  and  milk 
and  cream  in  central  territory.  Straw  Rates  from  St.  Louis  to 
Anderson,  Ind.,  36  I.  C.  C.,  30,  'Eastern  Live  Stock  Case,  36  I.  C. 
C.,  675,  and  C.  F.  A.  Territory  Milk  and  Cream  Rates,  46  I.  C. 
C.,  601,  respectively,  which  bases  until  August  26  were  applied 
also  intrastate  in  Indiana. 

The  carriers  are  interested  mainly  in  the  revenue  feature 
of  the  case.  They  estimate  that  on  a  year's  business  the  rates, 
fares,  and  charges  required  by  the  Indiana  commission  would 
result  in  15,500,000  less  than  if  the  increases  sought  were  ap- 
plied. Of  the  above  amount,  about  $3,500,000  is  charged  to  th« 
failure  to  receive  a  40  per  cent  increase  in  freight  rates,  and 
about  $2,000,000  of  this  latter  amount  represents  estimated  losses 
on  the  coal  traffic. 

From  Indiana  coal  mines,  which  are  in  the  southwestern  part 
of  the  state,  near  the  Indiana-Illinois  state  line,  to  many  desti- 
nations in  Indiana  some  of  the  routes  are  interstate,  while  others 
are  intrastate.  Prior  to  August  26,  the  rates  on  coal  were  usually  the 
same,  regardless  of  the  route,  but  now  the  intrastate  routes  are 
compelled  to  maintain  the  lower  rates  fixed  by  the  Indiana  com- 
mission. The  result  is  that  a  heavy  tonnage  that  formerly 
moved  via  the  interstate  routes  has  been  diverted  to  the  intra- 
state routes,  to  the  prejudice  of  the  former. 

The  record  shows  that  interstate  passenger  traffic  and  inter- 
state fares  and  surcharges  are  being  broken  down  or  defeated  by 
passengers  buying  tickets  to  points  in  Indiana  near  the  state  line, 
leaving  the  train,  purchasing  new  tickets,  and  then  resuming  their 
journey  on  the  same  train  to  final  destination.  This  practice  and  Its 
discriminatory  effects  are  fully  described  in  Intrastate  Rates 
within  Illinois,  59  I.  C.  C.t  350,  Ohio  Rates,  Fares,  and  Charges, 
60  I.  C.  C.,  78,  and  related  cases  recently  decided.  Other  forms 
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of  discrimination  referred  to  in  those  cases  are  also  disclosed 
by  this  record.  Intrastate  and  interstate  passengers  ride  on 
practically  all  trains,  and  the  service  and  accommodations  af- 
forded both  classes  of  traffic  in  general  are  alike.  There  is  evi- 
dence of  record  that  it  costs  more  to  perform  intrastate  than 
interstate  passenger  sevice. 

Industries  and  commercial  houses  at  such  points  as  Detroit, 
Mich.,  Dayton  and  Cincinnati,  Ohio,  Louisville,  Ky.,  Chicago,  111., 
and  other  points  beyond  the  borders  of  the  state  of  Indiana  are 
in  competition  with  Indiana  concerns  in  doing  business  in  Indi- 
ana. As  already  indicated,  the  rates,  fares,  and  charges  applic- 
able to  the  intrastate  commerce  of  the  Indiana  interests  have 
borne  less  substantial  increases,  and  for  that  reason  are  in  gen- 
eral relatively  lower  than  the  interstate  rates,  fares,  and  charges 
applied  to  the  commerce  of  their  competitors  whose  places  of  busi- 
ness are  outside  the  state.  The  record  establishes  that  disparities 
in  transportation  charges  in  favor  of  Indiana  interests  are  general, 
and  that  they  operate  in  various  ways  to  the  detriment  of  those 
who  ship  or  travel  to  or  from  the  state.  The  evidence  of  jobbing 
interests,  brick  manufacturers,  and  dealers  in  grain  and  live 
stock  located  beyond  the  borders  of  the  state  is  particularly 
convincing.  The  instances  specifically  cited  of  record  are  typical 
of  the  general  situation.  It  is  unnecessary  to  go  into  all  this 
evidence  in  detail. 

In  1911  the  Illinois  and  Indiana  brick  manufacturers  were 
given  an  adjustment  of  iritrastate  and  interstate  commodity  rates 
that  was  fairly  satisfactory  to  the  parties  concerned.  The  gen- 
eral basis  for  this  structure  has  not  been  changed,  but  the  rates 
themselves  have  become  badly  aligned  because,  as  we  understand 
it,  the  interstate  rates  during  recent  years  have  been  increased 
5  and  15  per  cent,  2  cents  per  100  pounds,  and  40  per  cent,  while 
the  Illinois  intrastate  rates  have  generally  been  .increased  only 
2  cents  per  100  pounds  and  35  per  cent,  and  the  Indiana  intra- 
state rates  only  5  and  15*  per  cent  and  2  cents  per  100  pounds. 
The  Illinois  producers  insist  that  the  Indiana  intrastate  rates 
be  promptly  increased  40  per  cent,  but  the  Indiana  producers 
strongly  oppose  any  increases  in  their  intrastate  rates  so  long 
as  the  Illinois  intrastate  rates  are  not  given  the  same  increases 
as  have  been  made  in  the  interstate  rates.  The  present  adjust- 
ment is  injurious  to  various  parties.  For  instance,  Chicago,  the 
greatest  market,  which  could  formerly  be  reached  by  all  the 
manufacturers  on  a  substantial  rate  parity,  is  now  closer,  so  to 
speak,  to  the  Illinois  producers,  and  the  Indiana  producers  are 
at  a  substantial  disadvantage.  Apparently  to  retaliate  for  the 
action  of  the  Illinois  commission  in  affording  the  Illinois  pro- 
ducers an  advantage  in  the  Chicago  market,  the  Indiana  com- 
mission allowed  no  increases  in  the  rates  from  Indiana  produc- 
ing points  to  Indianapolis  and  other  large  Indiana  markets,  thus 
giving  the  Indiana  producers  an  advantage  over  the  Illinois  pro- 
ducers, who  must  ship  across  the  state  line  to  reach  the  Indiana 
markets.  The  outcome  is  that  interstate  traffic  is  being  seriously 
interfered  with. 

The  brick  interests  represented  at  the  hearing— and  as  we 
nderstand  it  they  are  the  ones  most  vitally  concerned  with  the 
inferences   between   the    interstate   rates    and   the    Illinois    and 
Indiana   intrastate   rates— stated   that,   pending  our  decision   in 
the  general  brick  case,  Docket  No.  10733,  they  would  be  willing 
)  accept  rates  interstate  between  Indiana  and  Illinois  and  in- 
trastate within   Indiana  and  within   Illinois  made  on  the  basis 
the  rates  in  effect  in  1911,  plus  the  5  and  15  per  cent    the  2- 
:ent,  and  the  40  per  cent  increases.     It  is  impossible  in  this  pro- 
idmg  to  make  any  valid  order  regarding  the  Illinois  intrastate 
:es,  but  the  fact  that  we  have  required   the   40  per  cent  in- 
m  the  Illinois  intrastate  rates  in  effect  August  25,  1920 
relieve  the   situation   to  some  extent.     A   further  increase 
linois  intrastate  rates  may  be  necessary,  but  that  matter 
be   left   for   treatment   in   another   proceeding      No    good 
reason  appears  why  we  should  not  require  the  removal  of  the 
liscrimmation    against    interstate    commerce    that    results    from 
the  Indiana  intrastate  rates. 

Fertilizer  in  Indiana  is  charged  the  sixth-class  rates,  which 
is  also  the  interstate  basis.    However,  in  Illinois  there  are  com- 
lity  rates  which  are  much  lower,  and  the  Indiana  shippers 
would  use  the  Illinois  rates  as  the  measure  of  the  Indiana  rates, 
should  be  borne  in  mind  that  this  case  involves  the  relation 
rtween  interstate  and  intrastate  rates  rather  than  the  relation 
etween  the  intrastate  rates  in  two  different  states.    If  the  rates 
some  state  other  than  Indiana  are  too  low  as  compared  with 
those  in  Indiana,  the  situation  should  not  be  corrected  by  inter- 
ference with  interstate  traffic.     The  difficulty  can  be  cured  by 
Toceeding  against  the  unduly  low   rate  in  the  other  state  on 
ground   that   it  is  a   discrimination   against   interstate   and 
foreign  commerce. 

Several  years  ago,  as  previously  indicated,  we  fixed  a  reas- 

scale  of  rates  for  straw  in  central  territory,  which  was  ap- 

i  intrastate  in  Indiana  as  well  as  interstate.    The  failure  of  the 

la  commission  to  grant  a  40  per  cent  increase,  of  course,  has 

in  much    ower  rates  on  this  commodity  intrastate   in 

than  applies  interstate.     The  Indiana  shippers  oppose 

rther  increase  in  these  intrastate  rates    on    the    ground 

"Ot  applled  to  common  brick,  which 


that  they  are  now  on  about  the  same  level  as  applies  intrastate 
in  Illinois,  Iowa,  Missouri,  and  Wisconsin.  However,  the  basis 
upon  which  the  present  interstate  rates  were  built  was  prescribed 
by  us  as  reasonable.  Moreover,  the  record  shows  that  there  is 
competition  between  the  interstate  and  the  Indiana  intrastate 
shippers  of  straw,  and  it  is  admitted  by  the  Indiana  interests 
that  there  is  no  difference  as  between  the  interstate  and  intra- 
state conditions  of  transportation.  The  evidence  of  the  car- 
riers is  that  the  lower  rates  in  Illinois  are  the  result  of  the 
failure  of  the  carriers  in  that  state  to  take  into  account  the 
15  per  cent  increase  when  they  extended  the  central  territory 
straw  scale  to  that  state.  Apparently  the  15  per  cent  increase 
was  omitted  intentionally  for  the  reason  that  Illinois  was  con- 
sidered in  western  territory  in  connection  with  the  applica- 
tion of  the  carriers  for  the  general  15  per  cent  increase.  The 
rates  in  Iowa*  Missouri,  and  Wisconsin  are  likewise  on  the 
basis  of  the  central  territory  scale  except  for  the  15  per  cent 
increase. 

Some  instances  are  shown  by  the  Indiana  shippers  in  which 
the  rates  on  strawboard  between  specific  points  in  the  so-called 
Illinois  district,  which  includes  Illinois  and  some  adjacent  terri- 
tory around  its  borders,  are  much  lower  than  apply  in  Indiana. 
However,  on  the  other  hand,  they  are  also  lower  than  the  rates 
applicable  to  interstate  traffic  in  official  classification  territory 
generally,  the  basis  for  which  has  been  fixed  by  us  as  reason- 
able in  Building  and  Roofing  Paper  and  Paper  Board  Rates, 
supra. 

The  present  intrastate  commodity  rates  on  logs  in  Indiana 
are  shown  by  shippers  to  be  much  higher  than  those  which  apply 
intrastate  and  interstate  for  similar  distances  on  certain  lines 
in  the  southeast.  Some  of  these  southeastern  lines  also  operate 
in  Indiana,  and  there  apply  the  prevailing  Indiana  basis.  The 
shippers  contend  that  therefore  there  is  discrimination  against 
intrastate  commerce,  particularly  in  view  of  the  fact  that  operat- 
ing costs  are  lower  in  Indiana  than  in  the  southeast.  It  appears 
that  the  southeastern  rates  with  which  comparison  is  made  are 
in  most  instances  transit  or  proportional  rates,  or  otherwise 
restricted  in  their  application,  for  which  due  allowance  should 
be  made.  Comparisons  submitted  by  the  carriers  show  that  l 
the  present  Indiana  intrastate  rates  are  much  below  the  basis 
generally  observed  in  central  territory.  Upon  the  whole,  the 
Indiana  scale  in  effect  just  prior  to  August  26,  if  increased  40 
per  cent,  would  compare  favorably  with  the  present  interstate 
rates  in  central  territory,  but  what  the  shippers  desire  is  a  much 
reduced  scale  of  log  rates  for  general  application  in  Indiana  and 
all  central  territory. 

For  a  number  of  years  points  like  Anderson  and   Muncie, 
in  the  gas   belt,  northeast  of  Indianapolis,  were  accorded  r 
on  coal  from  Indiana  mines  generally  on  the  basis  of  25  cents 
per  ton  over  Indianapolis.     This  relative  basis  was  established  : 
some  15  or  20  years  ago,  when  the  gas-belt  industries  began  to 
use  coal  because  of  the  failure  of  the  gas  supply. 

Formerly  the  rate  from  the  Clinton  and  Linton  districts,  , 
which  furnish  most  of  the  coal,  to  Indianapolis,  was  50  cents. 
and  to  the  gas  belt,  75  cents.  Later,  there  was  an  increase  of  •", 
cents  and  then  one  of  10  cents  in  each  rate,  resulting  in  65 
cents  to  Indianapolis  and  90  cents  to  the  gas  belt,  the  25-cent  ; 
difference  being  continued.  In  applying  general  order  No.  28  ! 
the  rate  to  Indianapolis  became  90  cents  and  that  to  the  gas 
belt  ?1.25,  the  difference  thus  becoming  35  cents.  Suffice  it  to 
say,  without  going  into  details,  that  the  10-cent  increase  in  the 
difference  against  the  gas  belt  grew  out  of  the  fact  that  the 
railroads  in  arranging  for  the  increased  rates  from  all  the  coal- 
producing  points  in  Indiana  took  as  a  base  the  Boonville  dis- 
trict rate,  which  was  the  highest  available,  and  then  deducted  a 
certain  figure  to  obtain  the  rate  from  the  other  districts.  If 
they  had  taken  the  Clinton  and  Linton  district  rates  as  a  b;i 
the  rate  under  general  order  No.  28  would  have  been  85  cents 
to  Indianapolis  and  |1.10  to  the  gas  belt,  instead  of  90  cents 
and  $1.25,  respectively.  A  40  per  cent  increase  would  have  meant 
a  difference  of  50  cents  against  the  gas  belt.  The  Indiana  com- 
mission in  its  decision  restored  the  25-cent  difference  and  also 
required  the  rates  on  coal  to  several  other  large  cities  in  the 
state  to  be  made  on  the  same  basis,  although  not  in  the  gas 
belt.  The  requirements  of  the  Indiana  commission  resulted  in 
much  lower  rates  to  important  manufacturing  and  distributing 
centers  in  Indiana  than  if  the  percentage  increase  had  been  al- 
lowed without  restriction  or  qualification.  The  gas-belt  interests 
urge  that  the  maintenance  of  the  25-cent  difference  is  of  great 
importance  to  them  and  ask  that  we  approve  the  Indiana  com- 
mission's action.  They  contend  that  it  was  unfair  for  the  car- 
riers to  use  the  rates  from  the  Boonville  district  as  a  base, 
because  the  Boonville  district  furnishes  only  a  negligible  pro- 
portion of  the  coal  supply  for  the  gas  belt.  The  provisions  of 
general  order  No.  28  with  respect  to  the  matter  of  differentials 
on  coal  are  as  follows: 

Where  rates  from  producing  points  or  to  destinations  havo  been 
based  on  fixed  differentials  in  cents  per  ton,  such  differentia  is  in  u 
grou  '  '"crease  to  be  figured  on  the  highest  rated  point  or 

Apparently  there  is  nothing  unusual  about  the  manner  in 
which  general  order  No.  28  was  complied  with. 

The  rates  on  coal  from  the  Indiana  mines  to  the  gas  belt  are 
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i pa  red  with  the  rates  from  West  Virginia,  Kentucky,  Ter.nes- 

and  Illinois  mints  to  points  in  central  territory.     In  making 

comparisons  50  cents  per  ton  was  first  deducted   from  all 

ratios   to   represent  terminal  costs  or  charges,  so  that   the 

actually    compared   are   assumed    to    represent   the   line 

hauls  only.     It  is  shown  that  the  ton-mile  earnings  under  these 

rales  are  generally  higher  from   the   Indiana  mines   than   from 

the  other  mines.     However,   in   considering   the   comparisons   it 

should   be  borne   in   mind   that   rates  on   coal  are  not  based   on 

a  nee  alone,  and  to  make  rates  on  the  theory  underlying  the 
data  referred  to  would  have  serious  effects  upon  many  carriers 
eoal  operators. 

No  opposition  to  the  25-cent  difference  was  expressed  by 
Indiana  cities  not  included  in  the  adjustment,  but  we  see  no 
more  reason  for  restoring  destination  difference  bases  in  Indi- 
ana than  in  any  other  part  of  the  country.  Such  differentials 
are  practically  unknown  elsewhere  in  the  coal  rate  structure. 
The  considerations  which  have  actuated  the  establishment  and 
servation  of  fixed  differentials  as  between  coal-producing 
points  are  almost  wholly  lacking  so  far  as  destinations  are  con- 
ned. The  restoration  of  the  gas-belt  difference  has  the  effect 
oi"  preferring  Indiana  mines,  as  no  such  differential  applies  from 
Illinois  and  Ohio  mines.  Moreover,  it  gives  the  gas  belt  an  ad- 
vantage over  other  destinations  in  central  territory. 

The  Indiana  commission  held  that  for  any  switching  move- 
ment not  involving  a  road  haul,  the  rate  on  coal  should  not 
t  xeeed  $10  per  car.  What  constitutes  a  switching  movement  was 
not  defined. 

The  Indiana  commission  held  that  for  distances  of  10  miles 
and  less,  the  rate  on  coal  should  not  exceed  55  cents  per  ton, 
and  that  for  distances  over  10  and  under  30  miles,  it  should 
not  exceed  65  cents  per  ton.  The  rates  for  these  short  hauls  are 
plied  principally  to  the  movement  of  a  large  tonnage  from 
the  mines  to  Terre  Haute.  Prior  to  April  1,  1917,  the  rates  for 
tlistances  of  less  than  30  miles  ranged  from  20  to  30  cents  per 
ton,  but  through  successive  increases  in  cents  per  ton  during 
recent  years,  and  the  efforts  of  the  Director  General  toward 
greater  uniformity,  the  rates  became  much  higher,  culminating 
in  a  rate  of  70  cents  per  ton,  which  was  later  voluntarily  reduced 
to  60  cents  except  where  two-line  hauls  were  involved.  The  de- 
ion  of  the  Indiana  commission  left  the  situation  practically 
as  it  was  at  the  end  of  federal  control.  The  Indiana  shippers 
contend  that  coal  moving  less  than  30  miles  is  bearing  its  full 
share  of  the  transportation  burden  and  ask  that  we  approve  the 
Indiana  commission's  finding  and  exempt  this  traffic  from  any 
further  increase.  The  Indiana  shippers  compare  the  increases 
that  have  been  made  in  these  rates  during  the  past  three  years 
with  the  increase  applied  to  rates  for  longer  hauls.  The  former 
have  been  subjected  to  relatively  greater  increases.  For  in- 
stance, the  rate  from  the  Indiana  mines  to  Indianapolis,  form- 
erly 50  cents,  is  now  $1.26,  and  that  to  Chicago,  formerly  77 
cents,  is  now  $i.78,  while  the  rate  for  10-mile  hauls  has  been  in- 
creased from  20  cents  to  60  cents.  In  the  report  of  the  Indiana 
commission  reference  is  made  to  Utilities  Development  Corp. 
vs.  P.,  C.(  C.  &  St.  L.  R.  R.  Co.,  56  I.  C.  C,,  694,  decided  February 
II,  1920,  wherein  we  condemned  a  70-cent  rate  from  Bicknell 
to  Edwardsport,  Ind.,  involving  a  haul  of  about  4M>  miles,  and 
fixed  a  rate  of  40  cents  as  reasonable  for  the  future.  This  40- 
cent  rate  with  a  40  per  cent  increase  would  approximate  55 
cents,  the  rate  allowed  by  the  Indiana  commission  for  hauls  of 
10  miles  and  less.  Some  of  the  movements  between  the  mines 
and  Terre  Haute  may  be  similar  to  those  between  Bicknell  and 
Edwardsport,  but  our  decision  in  the  case  cited  was  not  intended 
as  a  criterion  for  judging  short-haul  rates  in  general. 

No  evidence  was  offered  with  respect  to  excursion,  conven- 
tion, and  other  fares  for  special  occasions,  commutation  or 
other  multiple  forms  of  tickets,  baggage  charges  in  connection 
therewith,  extra  fares  on  limited  trains,  or  club-car  charges. 
Our  findings  and  order  will  relate,  therefore,  so  far  as  passen- 
ger traffic  is  concerned,  only  to  the  standard  local  and  interline 
fares  and  baggage  charges. 

The  law  questions  involved  in  this  case  have  been  discussed 
itates,  Fares,  and  Charges  of  N.  Y.  C.  R.  R.  Co.,  59  I.  C.  C., 
10,  and  Intrastate  Rates  within  Illinois,  supra. 

As  above  indicated,  and  as  explained  in  its  report  and  order, 
the  Indiana  commission,  in  dealing  with  the  carriers'  applica- 
tion for  increases,  was  impelled,  and  in  its  own  view  compelled 
or  duty  bound,  to  conform  to  the  precedent  set  by  the  Illinois 
authorities  rather  than  to  the  findings  of  this  Commission.  There 
is  now  a  possibility  that  other  states  in  the  eastern  group  will 
be  inclined  to  follow  Indiana  and  Illinois  and  prescribe  lower 
rates  than  have  been  authorized.  The  effect  of  such  action,  if 
lawful,  would  be  the  defeat  of  the  fundamental  purposes  of  the 
transportation  act.  In  fairness,  we  should  state  that  the  Indiana 
commission  has  heretofore  consistently  sought  to  view  situations 
of  the  kind  here  before  us  from  a  national  standpoint.  The 
low  level  of  intrastate  rates  in  Illinois  has  long  been  the  source 
of  strife  and  controversy  between  Illinois  and  Indiana  interests. 
The  indications  are  that  had  the  Illinois  commission  granted 
the  increases  sought,  the  Indiana  commission,  subject  possibly 
to  a  few  exceptions,  would  have  done  likewise.  We  have  re- 
quired a  40  per  cent  increase  in  intrastate  rates  in  Illinois,  in 
a  supplemental  report  in  Intrastate  Rates  within  Illinois,  60  I. 


C.  C.,  92,  which  will  remove  much  of  the  difficulty  about  which 
Indiana  complains. 

Upon  this  record  we  find  no  conditloiiB  in  Indiana  that  are 
so  different  from  those  affecting  Interstate  traffic  as  to  justify 
the  present  differences  In  rates,  fares,  and  charges.  The  Indi- 
ana intrastate  rates,  fares,  and  charges  being  lower  than  those 
applied  by  the  same  carriers  to  interstate  commerce  under  sub- 
stantially similar  circumstances  and  conditions  in  central  terri- 
tory, injuriously  affect  interstate  commerce  by  not  contributing 
in  fair  proportion  to  the,  revenues  of  the  carriers. 

Upon  consideration  of  the  record,  subject  to  the  exceptions 
above  noted,  we  are  of  the  opinion  and  find  that  the  increases 
made  by  the  respondent  steam  railroads  under  Ex  Parte  74,  re- 
lating to  passenger  fares  and  baggage  charges,  and  now  in  ef- 
fect, result  in  reasonable  passenger  fares  and  excess-baggage 
charges  for  interstate  transportation  within  the  group  considered 
in  this  proceeding,  and  that  the  failure  of  said  respondents  to 
increase  the  standard  intrastate  fares  and  charges  correspond- 
ingly within  the  state  of  Indiana  has  resulted  and  will  result  in 
intrastate  fares  and  charges  lower  than  the  corresponding  In- 
terstate fares  and  charges;  in  undue  prejudice  to  persons  travel- 
ing in  interstate  commerce  within  the  state  of  Indiana  and  be- 
tween points  in  the  state  of  Indiana  and  points  in  other  states; 
in  undue  preference  of  and  advantage  to  persons  traveling  intra- 
state in  Indiana;  and  in  unjust  discrimination  against  interstate 
commerce. 

We  further  find  that  said  undue  prejudice  and  preference 
and  unjust  discrimination  can  and  should  be  removed  by  mak- 
ing increases  in  said  intrastate  passenger  fares  and  excess  bag- 
gage charges  which  shall  correspond  with  the  increases  hereto- 
fore made  by  said  respondents  as  aforesaid  in  interstate  passen- 
ger fares  and  excess-baggage  charges. 

We  further  find  that  the  surcharges  made  by  said  respondent 
steam  railroads  under  Ex  Parte  74  upon  passengers  in  sleeping 
and  parlor  cars  result  in  reasonable  charges  upon  passengers 
so  traveling  in  interstate  commerce  in  the  group  considered  in 
this  proceeding,  and  that  failure  of  said  respondents  to  make 
corresponding  surcharges  upon  passengers  so  traveling  in  in- 
trastate commerce  within  the  state  of  Indiana  has  resulted  and 
will  result  in  intrastate  charges  lower  than  the  corresponding 
interstate  charges;  in  undue  prejudice  to  persons  so  traveling 
in  interstate  commerce  within  the  state  of  Indiana  and  between 
points  in  the  state  of  Indiana  and  points  in  other  states;  in  un- 
due preference  of  and  advantage  to  persons  so  traveling  intra- 
state in  Indiana;  and  in  unjust  discrimination  against  interstate 
commerce. 

We  further  find  that  said  undue  prejudice  and  preference 
and  unjust  discrimination  can  and  should  be  removed  by  making 
surcharges  upon  passengers  so  traveling  in  intrastate  commerce 
which  shall  correspond  with  the  surcharges  heretofore  estab- 
lished as  aforesaid  upon  passengers  so  traveling  in  interstate 
commerce. 

We  further  find  that  the  increases  made  by  the  carriers 
under  Ex  Parte  74,  relating  to  rates  on  milk  and  cream,  and 
now  in  effect,  result  in  reasonable  rates  on  milk  and  cream  for 
interstate  transportation  within  the  group  considered  in  this 
proceeding,  and  that  the  failure  of  the  carriers  within  the  state 
of  Indiana  to  increase  the  intrastate  rates  on  milk  and  cream 
correspondingly  has  resulted  in  the  past  and  will  result  in  in- 
trastate rates  lower  than  the  corresponding  interstate  rates;  in 
undue  prejudice  to  shippers  of  milk  and  cream  in  interstate 
commerce  within  the  state  of  Indiana  and  between  points  in 
the  state  of  Indiana  and  points  in  other  states;  in  undue  pref- 
erence and  advantage  to  shippers  of  milk  and  cream  in  intra- 
state commerce  in  Indiana,  and  in  unjust  discrimination  against 
interstate  commerce. 

We  further  find  that  said  undue  prejudice  and  unjust  dis- 
crimination can  and  should  be  removed  by  making  increases  in 
intrastate  rates  on  milk  and  cream  which  shall  correspond  with 
the  increases  heretofore  made  as  aforesaid  in  the  rates  on  milk 
and  cream  shipped  in  interstate  commerce. 

We  further  find  that,  except  for  rates  on  coal  for  distances 
of  less  than  30  miles,  the  increases  made  by  the  carriers  under 
Ex  Parte  74  relating  to  rates  and  charges  for  all  freight  service 
and  now  in  effect  result  in  reasonable  rates  and  charges  for  In- 
terstate transportation  within  the  group  considered  in  this  pro- 
ceeding, and  that  the  failure  of  the  carriers  within  the  state  of 
Indiana  to  increase  intrastate  rates  and  charges  for  freight  serv- 
ice in  effect  August  25,  1920,  correspondingly  has  resulted  in 
the  past  and  will  result  in  generally  lower  intrastate  rates  and 
charges  than  apply  interstate;  in  undue  prejudice  to  persons 
and  localities  outside  the  state;  in  undue  preference  of  persons 
and  localities  in  Indiana  and  in  unjust  discrimination  against 
interstate  commerce. 

We  further  find  that  said  undue  prejudice  and  preference 
and  unjust  discrimination  can  and  should  be  removed  by  making 
increases  in  the  intrastate  rates  and  charges  for  freight  service 
in  effect  August  25,  1920,  except  on  coal  for  distances  of  less 
than  30  miles,  which  shall  correspond  with  the  increases  here- 
tofore made  by  said  respondents  as  aforesaid  in  interstate  rates 
and  charges. 

We  further  find  that,  whether  the  aforesaid  passenger  fares, 
excess-baggage  charges,  surcharges,  rates  on  milk  and  cream, 
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or  charges  for  freight  service  pertain  to  transportation  in  inter- 
state commerce  or  to  transportation  in  intrastate  commerce,  the 
transportation  services  in  each  instance  are  performed  by  the 
carriers  under  substantially  similar  circumstances  and  condi- 
tions. Tariffs  may  be  made  effective  on  not  less  than  five  days' 
notice. 

These  findings  are  without  prejudice  to  the  right  of  the  state 
of  Indiana  or  any  other  interested  party  to  apply  in  the  proper 
manner  for  modifications  of  our  findings  and  order  with  respect 
to  any  fare  or  charge  on  the  ground  that  such  fare  or  charge 
is  not  related  to  the  interstate  fares  or  charges  in  such  manner 
as  to  contravene  the  provisions  of  the  interstate  commerce  act. 

An  appropriate  order  will  be  entered. 
EASTMAN,  Commissioner,  dissents. 

ORDER 

It  is  ordered.  That  the  common  carriers  by  steam  who  are 
parties  to  this  proceeding  .  .  .  according  as  they  respectively 
participate  in  the  transportation,  be,  and  they  are  hereby,  noti- 
fied and  required  to  cease  and  desist  from  practicing  the  undue 
prejudice,  undue  preference  and  advantage,  and  unjust  discrim- 
ination found  in  said  report  to  exist  in  the  relation  of  interstate 
and  intrastate  passenger  fares  and  excess-baggage  charges,  and 
to  establish,  put  in  force,  and  maintain  passenger  fares  and  ex- 
cess-baggage charges  for  the  transportation  of  passengers  and 
their  baggage  in  intrastate  commerce  within  the  state  of  Indiana 
which  shall  exceed  the  fares  and  charges  of  the  carriers  now 
in  force  and  applicable  to  such  transportation  in  amounts  corre- 
sponding to  the  increases  heretofore  made  by  the  carriers,  now 
in  effect  under  Ex  Parte  74,  referred  to  in  said  report  in  said 
carriers'  passenger  fares  and  excess-baggage  charges  for  the 
transportation  of  passengers,  and  their  baggage  in  interstate 
commerce  within  the  state  of  Indiana  and  between  points  in  the 
state  of  Indiana  and  points  in  other  states. 

It  is  further  ordered,  That  said  carriers,  according  as  they 
respectively  participate  in  the  transportation,  be,  and  they  are 
hereby,  notified  and  required  to  cease  and  desist  from  practic- 
ing the  undue  prejudice,  undue  prefernce  and  advantage,  and 
unjust  discrimination  found  in  said  report  to  exist  in  the  re- 
lation of  interstate  and  intrastate  charges  upon  passengers  travel- 
ing in  sleeping  cars  and  in  parlor  cars,  and  to  establish,  put  in 
force,  and  maintain  surcharges  upon  passengers  traveling  in 
sleeping  cars  and  in  parlor  cars  in  intrastate  commerce  within 
the  state  of  Indiana  which  shall  correspond  with  the  surcharges 
heretofore  made  by  said  carriers  and  now  in  effect  under  Ex 
Parte  74,  upon  passengers  traveling  in  interstate  commerce  with- 
in the  state  of  Indiana  and  between  points  in  the  state  of  Indiana 
and  points  in  other  states. 

It  is  further  ordered,  That  said  carriers,  according  as  they 
respectively  participate  in  the  transportation,  be,  and  they  are 
hereby,  notified  and  required  to  cease  and  desist  from  practicing 
the  undue  prejudice,  undue  preference  and  advantage,  and  un- 
just discrimination  found  in  said  report  to  exist,  in  the  relation 
of  interstate  and  intrastate  rates  and  to  establish,  put  in  force, 
and  maintain  rates  for  the  transportation  of  milk  and  cream  in 
intrastate  commerce  within  the  state  of  Indiana,  which  shall 
exceed  the  rates  of  the  carriers  now  in  effect  and  applicable  to 
such  transportation  in  amounts  corresponding  to  the  increases 
heretofore  made  by  the  carriers,  and  now  in  effect  under  Ex 
Parte  74,  in  said  carriers'  rates  for  the  transportation  of  milk 
and  cream  in  interstate  commerce  within  the  state  of  Indiana 
and  between  points  in  the  state  of  Indiana  and  points  in  other 
states. 

It  is  further  ordered,  That  said  carriers,  according  as  they 
respectively  participate  in  the  transportation,  be,  and  they  are 
hereby,  notified  and  required  to  cease  and  desist  from  practicing 
the  undue  prejudice,  undue  preference  and  advantage,  and  unjust 
discrimination  found  in  said  report  to  exist  in  the  relation  of 
interstate  and  intrastate  rates  and  to  establish,  put  in  force,  and 
maintain  rates  and  charges  for  freight  service  in  intrastate 
commerce  within  the  state  of  Indiana,  except  on  coal  for  dis- 
tances of  less  than  30  miles,  which  shall  exceed  the  rates  and 
charges  of  the  carriers  in  effect  August  25,  1920,  and  applicable 
to  such  transportation  in  amounts  corresponding  to  the  increases 
heretofore  made  by  the  carriers,  and  now  in  effect  under  Ex 
Parte  74,  in  said  carriers'  rates  and  charges  for  freight  service 
m  interstate  commerce  within  the  state  of  Indiana  and  between 
points  in  the  state  of  Indiana  and  points  in  other  states. 

It  is  further  ordered,  That  nothing  contained  herein  shall 
be  construed  as  either  authorizing  or  requiring  said  carriers,  or 
any  of  them,  to  change  in  any  manner  or  to  any  extent,  the  com- 
mutation fares  or  fares  for  special  occasions,  as  more  fully  de- 
scribed in  the  report  herein,  or  charges  upon  excess  baggage 
carried  in  connection  with  any  of  the  said  fares,  applicable  to 
intrastate  commerce  within  the  state  of  Indiana. 

It  is  further  ordered,  That  this  order  shall  become  effective 

on  or  before  March   24,   1921,   upon  notice  to   this   Commission 

I  to  the  general  public  by  not  less  than  five  days'  filing  and 

sting  in  the  manner  prescribed  in  section  6  of  the  interstate 

'ommerce  act  and  remain  in  force  until  the  further  order  of 

the  Commission  in  the  premises. 


NEBRASKA  RATES,  FARES  AND  CHARGES 

In  a  report  written  by  Commissioner  Daniels,  on  No.  11829, , 
"Nebraska  Rates,  Fares  and  Charges,"  opinion  No.  GG36,  60 
I.  C.  C.,  305-14,  with  Commissioner  Eastman  dissenting,  the 
Commission  made  a  decision  that  is  a  composite  of  decisions 
made  in  the  New  York  and  other  almost  exclusively  passenger 
fare  cases,  the  mixed  freight  and  passenger  case  in  Illinois,  and 
a  number  of  Shreveport  situation  cases  pertaining  to  Nebraska 
freight  rates. 

The  order  requires  the  railroads   to   bring  their  passenger ' 
fares,  other  than  excursion,  club-car  commutation,  and  multiple 
ticket  charges  and  freight  rates,  up  to  the  level  of  the  rates  pre- 
scribed in  Ex  Parte  No.  74  on  or  before  March  22. 

Nebraska's  commission  handled  the  question  raised  by  Ex 
Parte  No.  74  in  a  way  differing  somewhat  from  the  treatment 
given  by  any  other  state.  It  held  that  the  state  law  prescribing 
a  two-cent  passenger  fare  made  it  impossible  for  it  to  follow 
the  federal  body  in  that  regard.  It  did  allow,  however,  a  20  per 
cent  increase  in  fares  on  extra-fare  trains,  and  in  charges  for 
special  trains  authorized  50  per  cent  surcharges  for  travel  in 
parlor  and  sleeping  cars,  and  permitted  the  same  increases  in 
rates  on  milk  and  cream,  and  excess  baggage  charges. 

As  to  freight,  it  estimated  that  an  increase  of  25  per  cent  in 
Nebraska  would  yield  the  6  per  cent  on  property  used  in  Ne- 
braska, wherefore  it  authorized  an  increase  of  only  25  per  cent 
instead  of  the  35  per  cent  authorized  by  the  federal  body  in 
Ex  Parte  No.  74.  It  came  to  that  conclusion  by  taking  the  in- 
vestment as  stated  by  the  Commission,  and  then,  on  a  mileage 
basis,  arrived  at  a  conclusion  as  to  the  amount  of  the  invest- 
ment in  Nebraska., 

Not  all  freight  rates,  however,  were  to  be  increased  25  per 
cent.  Rates  on  sand,  crushed  rock,  and  gravel  were  limited  to 
an  increase  of  60  per  cent  over  the  rates  in  effect  prior  to  Gen- 
eral Order  No.  28.  That  was  adopted  on  the  theory  that  the  in- 
creases on  short  haul  rates,  allowed  by  General  Order  No.  28, 
made  them  too  high.  The  rates  in  General  Order  No.  28,  on  short 
haul  traffic,  in  many  instances  exceeded  25  per  cent. 

The   steam   railroads,   the   electrics    not   participating,    esti-  j 
mated  that  the  failure  of  the  Nebraska  commission  to  order  in- 
creases equal  to  those  allowed  in  Ex  Parte  No.  74  would  result 
in  a  loss  to  them  of  $3,200,000  annually. 

The  passenger  fare  end  of  the  case  is  almost  word  for  word 
like  other  passenger  fare  cases.  In  regard  to  the  freight  rate 
part  of  the  case,  Commissioner  Daniels  reviewed  the  consider- 
able number  of  cases  in  which  the  federal  body  felt  constrained 
to  make  Shreveport  situation  decisions  on  account  of  the  lower 
rates  for  freight  in  Nebraska. 

In  regard   to  the  Nebraska  commission's   effort   to  justify  [ 
its  increase  of  only  25  per  cent  in  freight  rates,  on  the  theory 
that  such  an  increase  would  allow  6  per  cent  on  the  property  of 
the  carriers   in  Nebraska  devoted   to   transportation,    Commis-  i 
sioner  Daniels  said: 

'''Neither  the  value  of  property  nor  the  reasonableness  of 
rates  can  be  determined  with  mathematical  exactness.  The  final 
test  to  be  applied  is  a  matter  of  informed  judgment.  Differ-  j 
ences  in  judgment  as  among  the  several  state  commissions,  if 
each  could  and  would  create  a  rate  group  of  its  own,  would  obvi- 
ously nullify  the  fundamental  purposes  of  the  transportation 
act. 

"The  Nebraska  commission  seems  to  be  of  the  opinion  that 
a  35  per  cent  increase  in  Nebraska  intrastate  rates  would  make 
them  unduly  high  and  require  the  people  of  the  state  to  con- 
tribute in  an  unfair  proportion  to  the  total  revenues  of  the  car- 
riers. That  the  rates  in  Nebraska  might  be  made  too  high  can- 
not be  proved  by  data  of  the  kind  used  by  the  Nebraska  commis- 
sion in  computing  valuation.  Moreover,  if  there  are  any  condi- 
tions that  justify  less  than  a  35  per  cent  increase  in  this  sec- 
tion of  the  west,  the  conditions  are  probably  not  circumscribed 
by  the  state's  boundary  lines,  but  affect  interstate  as  well  as  in- 
trastate rates." 


SOUTH  CAROLINA  FARES  AND  CHARGES 

In  No.  11774,  South  Carolina  Fares  and  Charges,  opinion  No. 
6635,  60  I.  C.  C.,  290-304,  the  railroads  operating  in  South  Caro- 
lina have  been  ordered  to  remove  on  or  before  March  21,  on 
not  less  than  five  days'  notice,  discrimination  against  interstate 
commerce  resulting  from  the  application,  because  of  the  action 
of  South  Carolina  authorities,  of  intrastate  passenger  fares 
lower  than  interstate  fares,  of  switching  charges  for  intrastate 
line  hauls  lower  than  the  interstate  charges,  of  a  maximum  free 
baggage  allowance  of  200  pounds  per  passenger  instead  of  the  in- 
terstate allowance  of  150  pounds,  of  a  minimum  ticket  charge  of 
5  cents  instead  of  the  interstate  minimum  of  12  cents,  and  of  the 
absence  of  a  conductor's  penalty  charge  while  an  interstate  charge 
is  applied. 

The  Railroad  Commission  of  South  Carolina  authorized  per- 
centage increases  corresponding  to  those  prescribed  in  Ex  Parte 
74,  with  the  exception  of  passenger  fares  and  switching  charges 
in  connection  with  intrastate  line-haul  traffic,  maximum  charges 
for  these  services,  as  well  as  the  other  services  involved  in  the 
case,  having  been  prescribed  by  state  statute. 
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The  basic  intrastate  passenger  fare  in  South  Carolina  Is  3 
i  mile,  except  on  some  of  the  short  roads  where  It  IB 

•  r  5  cents.     The  discrimination  resulting  against  interstate 

imrrce  by  the  application  of  the  interstate  fare  of  3.6  cents 

mill-  was  discussed  by  the  Commission  along  the  same  lines 
as  in  the  other  Intrastate  passenger  fare  cases  heretofore  de- 
cided. 

In  its  findings  as  to  passenger  fares,  the  Commissioner  ex- 
cluded any  railroad  not  over  40  miles  in  length  and  whose  intra- 
atate  fares  are  on  the  basis  of  4  or  5  cents  per  mile.  It  au- 
thorized the  Piedmont  &  Northern,  an  electrically  operated  rail- 
road, to  advance  its  intrastate  passenger  fares  to  the  level  of 
the  interstate  fares.  This  line  participates  with  the  Southern 
and  Seaboard  Air  Line  in  interstate  traffic  and  the  Commission 
it  the  situation  in  respect  of  the  P.  &  N.  was  the  same  as  in 
respect  of  the  steam  roads,  and  should  be  similarly  dealt  with. 
The  Commission  denied  a  request  of  the  Seaboard  Air  Line  that 
it  be  permitted  to  continue  to  charge  a  fare  of  $3.99  between 
Charleston,  S.  C.,  and  Savannah,  Ga.,  which  would  be  on  the 
basis  of  4.2  cents  per  mile,  and  that  the  intrastate  fares  between 
points  on  its  line  be  increased  to  the  same  rate  per  mile.  The 
Commission  said  the  Seaboard  had  not  justified  fares  on  its 

rleston-Savannah  line  at  a  rate  in  excess  of  the  standard  3.6 
nts  per  mile. 

As  to  the  minimum  charge  per  passenger,  the  Commission 
said  that  charge  was  10  cents  in  South  Carolina  during  federal 
control.  'Effective  Aug.  26,  1920,  the  interstate  minimum  was 
advanced  to  12  cents  and  effective  Sept.  1,  1920,  the  intrastate 
minimum  was  reduced  to  5  cents  because  of  the  state  statute. 
The  lower  intrastate  minimum  results  in  discrimination  against 
interstate  commerce,  the  Commission  found,  and  the  carriers  are 
ordered  to  advance  it  to  the  interstate  level. 

During  federal  control  a  conductor's  penalty  charge  of  15 
cents  was  applied  against  any  passenger  who  boarded  a  train 
at  a  station  in  the  southern  group  where  a  ticket  office  was  open 
at  the  time  and  paid  his  fare  in  cash.  On  Aug.  26,  1920,  this 
charge,  interstate,  was  advanced  to  18  cents.  On  Sept.  1,  1920, 
the  charge  was  eliminated  in  connection  with  intrastate  trans- 
portation in  South  Carolina,  it  being  contrary  to  the  maximum- 
fare  statute  previously  referred  to.  The  Commission  said  the 
conductor's  penalty  charge  was  not  levied  for  direct  revenue 
purposes,  but  to  facilitate  the  efficient  handling  of  traffic  and 
the  collection  of  fares,  and  that  it  was  not  the  intention  of  the 
Commission  in  Ex  Parte  74  to  authorize  an  increase  in  charges 
of  that  character.  It  said,  therefore,  that  the  increase  in  the 
,  penalty  charge  from  15  to  18  cents  had  not  been  justified,  but 
that  upon  the  record  it  was  not  prepared  to  find  that  15  cents 
is  an  unreasonable  amount.  The  absence  of  such  a  charge  for 
intrastate  application  in  South  Carolina  results  in  unjust  dis- 
crimination against  interstate  commerce,  the  Commission  said, 
and  the  order  provides  for  its  application  to  intrastate  traffic, 
with  the  proviso  that  it  shall  not  exceed  15  cents. 

A  South  Carolina  statute  prescribes  that  200  pounds  of  bag- 
gage shall  be  transported  without  additional  charge  and  this 
law  was  made  applicable  on  Sept.  1,  1920,  whereas  the  interstate 
maximum  is  150  pounds.  The  Commission,  in  ordering  the  in- 
terstate maximum  applied,  said  the  allowance  of  150  pounds  had 
been  in  effect  interstate  for  many  years  and  that  its  reasonable- 
ness "seems  never  to  have  been  attacked." 

The  charge  for  switching  a  loaded  car  in  intrastate  trans- 
portation in  South  Carolina  to  or  from  a  connecting  carrier, 
where  the  charge  is  not  absorbed  by  the  connecting  line  and  a 
line  haul  is  involved,  is  $1,  the  maximum  prescribed  by  statute, 
except  at  Columbia,  where  a  charge  of  $1.50  is  authorized,  the 
Commission  said.  For  similarly  switching  a  car  in  interstate 
transportation  in  South  Carolina  and  throughout  the  Southern 
group,  and  in  intrastate  transportation  in  all  other  states  in 
the  southern  group,  the  charge  is  $2.50,  representing  an  increase 
of  25  per  cent  over  the  charge  in  effect  on  August  25,  1920.  The 
carriers  showed  that  the  lower  charges  on  intrastate  traffic  re- 
•  suit  in  undue  prejudice  against  persons  and  localities  in  inter- 
state commerce  and  undue  preference  of  persons  and  localities  in 
intrastate  commerce.  They  also  submitted  testimony  to  show 
that  the  intrastate  switching  charges  do  not  cover  the  out-of- 
pocket  cost  of  the  service.  The  order  directs  the  carriers  to 
bring  the  switching  charges  up  to  the  level  of  the  interstate 
charges. 


RECONSIGNMENT  RULE  APPROVED 

Approval  of  rule  11  in  the  general  diversion  and  reconsign- 
ment  code  has  again  been  given  in  a  report  on  No.  10626,  Rock- 
ford  Lumber  &  Fuel  Co.  et  al.  vs.  Chicago  &  North  Western, 
Director-General,  et  al.,  opinion  No.  6615,  60  I.  C.  C.  217-20.  The 
first  approval  of  the  rule  is  carried  in  the  reconsignment  case, 
47  I.  C.  C.  590. 

The  complainants  in  this  case  are  coal  dealers  at  Rockford, 
111.  They  attacked  the  charges  under  the  rule  as  unjust,  un- 
reasonable and  unjustly  discriminatory.  The  rule  provides  for 
free  reconsignment  or  diversion  within  the  yard  limits  if  the 
order  is  received  in  time  to  permit  instructions  to  be  given  yard 
employes  prior  to  arrival  of  the  car  at  destination,  or  if  the 
destination  is  served  by  a  terminal  yard,  then  prior  to  arrival 


of  the  car  at  the  terminal  yard.  It  assesses  a  charge  of  $2 
per  car  if  the  order  is  received  in  time  to  permit  instructions 
to  be  given  yard  employes  within  24  hours  after  the  arrival  of 
car  at  destination,  or  If  the  destination  is  served  by  a  terminal 
yard,  then  within  24  hours  after  arrival  at  the  terminal  yard. 
Instructions  received  subsequent  to  24  hours  after  arrival  sub- 
ject the  car  to  a  charge  of  $5.  The  rates  herein  are  those  in 
effect  prior  to  August  26,  1920. 

According  to  the  report,  complainants  offered  no  testimony 
going  to  the  unreasonableness  per  se  of  the  charges,  but  rested 
their  case  on  a  showing  of  the  method  of  operation  employed 
in  the  Rockford  switching  district,  and  contended  that  the  rule 
was  unjust  and  unreasonable  because  no  service  warranting  the 
charges  was  rendered.  The  Commission  said  the  testimony 
disclosed  nothing  that  was  not  fully  considered  in  the  recon- 
signment case. 

The  Commission  said  that  whatever  the  facts  as  to  the 
amount  of  service  might  be,  the  purpose  of  the  rule  is  to  relieve 
congestion  in  the  railroad  terminals  by  inducing  the  original 
billing  of  the  freight  to  the  point  of  unloading.  To  show  that 
the  point  at  issue  was  fully  considered  in  the  original  case,  the 
Commission  reproduced  a  considerable  part  of  its  report  In  that 
case.  With  regard  to  the  further  contention  of  complainants 
that  they  were  unjustly  discriminated  against  because  of  the 
fact  that  the  rule  excepts  shipments  consigned  to  terminal  coal 
pool  associations,  the  Commission  remarked  that  there  were  no 
such  pools  on  the  rails  of  the  defendant.  It  remarked  that  there 
were  terminal  coal  pool  associations  at  Norfolk,  Newport  News 
and  Cleveland,  which  were  operated  to  facilitate  the  trans- 
shipment of  cargo  coal  during  the  war;  but  that  they  were  not 
shown  to  have  been  other  than  institutions  for  the  public  ben- 
efit. Further  discrimination  was  urged  due  to  the  fact  that  the 
Chicago,  Milwaukee  &  Gary,  a  defendant  in  this  case,  made  no 
charge  on  reconsignments  of  intrastate  coal.  The  Commission 
said  that  it  had  not  been  shown,  however,  that  any  intrastate 
coal  moved  into  Rockford.  For  the  reasons  mentioned,  the  com- 
plaint was  dismissed. 


COAL,  S.  W.  ILL.  to  MISSOURI 

In  an  order  on  No.  11190,  Perry  County  Coal  Corporation 
et  al.,  vs.  Illinois  Central  et  al.,  opinion  No.  6622,  60  I.  C.  C.  250-4, 
the  Commission  has  required  the  defendants  to  establish  on  or 
before  May  10,  rates  on  coal  from  points  on  their  lines  within 
the  so-called  Belleville  rate  group  to  points  of  destination  on  the 
Mississippi  River  &  Bonne  Terre  Railway,  which  shall  not  ex- 
ceed the  rate  contemporaneously  maintained  by  the  Southern 
Railway  on  like  traffic  from  points  on  its  line  within  the  Belle- 
ville rate  group  to  destinations  on  the  Mississippi  River  &  Bonne 
Terre  Railway. 

The  Commission  said  that  at  the  hearing  it  was  virtually 
admitted,  on  behalf  of  the  Illinois  Central  and  the  Mobile  & 
Ohio,  that  the  complainants  were  entitled  to  joint  rates  from 
Coulterville  and  Sparta  via.  E.  St.  Louis,  lower  than  combina- 
tions in  effect  at  the  time  of  hearing.  The  only  question,  there- 
fore, was  as  to  the  measure  of  the  rates.  The  Illinois  Central 
said  that  the  rates  made  by  the  Southern  were  too  low  but  the 
Commission  made  the  rates  of  the  Southern  the  measure  of 
those  to  be  established  by  the  defendants  herein  on  a  holding 
that  those  in  effect  were  unreasonable  and  unduly  prejudicial. 


APPLE  TRANSIT  RULES 

Although  the  carriers  said  they  had  established  the  rates 
carried  in  storage  in  transit  provisions  of  various  tariffs  as  a 
food  conservation  measure  during  the  war,  and  at  the  request 
of  the  United  States  Food  Administration,  the  Commission,  in 
a  report  on  I.  &  S.  No.  1237,  "Transit  Rules  and  Regulations  on 
Fresh  Apples,"  opinion  No.  6642,  60  I.  C.  C.  333-6,  has  declined 
to  permit  them  to  cancel  what  they  called  a  war  measure.  It 
has  held  that  the  carriers  have  not  justified  the  proposed  can- 
cellation of  storage  in  transit  arrangements  on  apples,  in  car- 
loads, destined  to  the  Atlantic  seaboard.  The  suspended  sched- 
ules are  to  be  canceled  on  or  before  March  15. 

Arrangements  which  are  carriers  sought  to  cancel  are  part 
of  the  general  system  of  storage  in  transit  on  apples  in  official 
and  western  classification  territories.  The  Commission's  report 
frankly  says  that  the  transit  provision  under  suspension  was 
first  made  effective  as  a  food  conservation  measure.  Similar 
services  have  been  accorded  for  a  number  of  years  by  lines  in 
western  classification  territory  to  and  including  Chicago  and  by 
the  Erie  and  New  York  Central  in  trunk  line  territory.  The  ar- 
rangement, however,  was  not  general.  Ever  since  the  issuance 
of  the  tariff  carrying  the  arrangement,  it  has  borne  on  its  title 
page  the  following  statement  indicative  of  its  purpose:  "This 
tariff  is  issued  for  the  purpose  of  conserving  the  food  resources 
of  the  United  States,  as  a  war  measure  and  at  request  of  the 
United  States  Food  Administration."  The  arrangement  in  ques- 
tion is  restricted  to  apples  In  boxes,  barrels  or  crates,  moving 
outbound  within  one  year  from  the  date  of  the  freight  bill  of  the 
inbound  movement.  A  charge  of  7  cents  is  imposed  for  the 
storage  and  the  revenue  is  about  $30  per  car. 
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In  defense  of  the  proposed  cancellation,  the  Philadelphia  & 
Reading  said  that  it  has  been  its  practice  uniformly  to  decline  to 
afford  transit  services  to  shippers;  that  the  transit  on  apples  is 
the  only  one  of  its  kind  in  effect  from  the  West  on  its  line, 
which,  if  continued,  may,  in  the  future,  form  the  basis  of  re- 
quest from  other  shippers  for  similar  service;  that  the  shippers 
of  apples  should  rightfully  pay  the  in  and  out  rates  from  storage 
point;  and  that  it  is  apprehensive  that  the  provision  relating  to 
the  storage  of  apples  may  result  in  an  extension  of  transit  serv- 
ices on  that  commodity  which  it  is  ill  adapted  to  render  on  traf- 
fic from  the  West  destined  for  ultimate  consumption  in  the  East, 
by  reason  of  its  geographical  location  and  the  expense  of  the 
back  hauls  which  might  result  from  this  lack  of  facility.  The 
Central  of  New  Jersey  objected  to  this  transit  arrangement  be- 
cause it  serves  but  few  warehouses  and  could  only  have  a  short 
haul  on  any  of  the  traffic.  Other  carriers  objected  to  a  con- 
tinuance of  the  transit  privilege  for  reasons  growing  out  of  phy- 
sical conditions  on  their  own  roads.  The  Commission,  however, 
did  not  consider  any  of  them  of  sufficient  weight  to  justify  the 
proposed  cancellation. 


JENNINGS  ROAD  A  COMMON  CARRIER 

Without  a  word  of  discussion  of  the  law  question  involved, 
the  Commission,  in  a  report,  written  by  Commissioner  Meyer, 
on  No.  11049,  Richard  Griffith  et  al.  vs.  Cortez  H.  Jennings  et  al., 
opinion  No.  6618,  60  I.  C.  C.  232-6,  held  that  Jennings  and  has 
associates,  consisting  of  W.  Worth  Jennings  and  Ella  C.  Jen- 
nings, trading  under  the  name  of  Jennings  Bros.,  and  operating 
a  lumber  road  known  as  the  Jennigs  Railroad,  are  common  car- 
riers of  property  and  subject  to  the  interstate  commerce  act. 
The  road,  which  is  standard  gauge  and  has  been  operated 
for  twenty  years,  extends  southward  from  Worth,  Pa.,  through 
Grantsville  to  Jennings,  Md.,  the  terminal  station.  It  connects 
with  the  Salisbury  branch  of  the  B.  &  O.  at  Worth.  It  is  ten 
miles  long.  The  right-of-way  was  acquired  by  negotiation  and 
purchase  and  not  through  the  exercise  of  the  power  of  eminent 
domain.  Although  court  proceedings  have  been  initiated,  there 
has  never  been  a  judicial  determination  of  the  question  whether 
the  Jennings  Railroad  is  or  is  not  a  common  carrier. 

In  all  of  the  negotiations  and  litigation  involving  the  Jen- 
nings Railroad,  Jennings  Bros,  have  taken  the  position  that 
their  railroad  is  a  plant  facility  organized,  built  and  operated 
as  such.  Its  track  is  moved  from  place  to  place  as  the  demand 
of  the  lumbering  operations  of  Jennings  Bros,  requires.  The 
road  has  three  locomotives,  two  flat  cars  and  15  or  16  logging 
trucks.  None  of  its  equipment  is  permitted  to  leave  its  rails. 
Question  as  to  its  status  came  up  in  connection  with  the 
complaint  of  Griffith  and  others,  who,  during  the  extraordinary 
demand  for  coal  in  the  winter  of  1917-18  operated  some  of  the 
local  mines  on  the  Jennings  Railroad  for  commercial  purposes. 
The  complainants  alleged  that  in  the  operation  of  their  railroad 
Jennings  Bros,  failed  to  rate  the  mines  of  complainants  near 
Grantsville,  Md.;  that  they  subjected  complainants  to  undue 
prejudice  and  disadvantage  by  failing  to  give  them  their  proper 
share  of  cars  and  by  unduly  preferring  the  Myers  Coal  Company 
and  seven  other  competitors;  that  the  rate  of  20  cents  per  ton 
from  the  mines  of  complainants  to  Worth,  Pa.,  was  and  is  un- 
just and  unreasonable;  and,  finally,  that  the  defendants  failed 
to  file  with  the  Commission  and  keep  open  for  public  inspection 
schedules  of  rates  and  charges  for  transportation  between  the 
different  points  on  its  line,  and  between  such  points  and  those 
on  other  lines. 

Little  testimony  was  given  in  this  case,  because  the  parties, 
by  stipulation,  made  a  transcript  of  the  testimony  and  record 
in  a  federal  court  for  the  district  of  Maryland  a  part  of  the 
record  before  the  Commission.  That  record  shows  that  the 
laintiffs,  complainants  before  the  Commission  in  this  case 
entered  a  plea  of  non  pros;  and  also  that  Jennings  Bros.'  motion 
to  strike  out  the  judgment  of  non  pros  and  enter  a  judgment 
for  them  was  denied  by  the  court.  The  implication  was  that 
while  the  court  was  willing  to  allow  Griffith  to  drop  his  suit  it 
was  unwilling  to  give  judgment  for  Jennings  Bros. 

In  the  testimony  it  was  admitted  by  Jennings  Bros  that 
they  had  hauled  freight  for  anybody  who  applied  and  paid  the 
freight. 

In  the  distribution  of  cars,  all  furnished  by  the  Baltimore 

Ohio  to  Jennings  Bros.,  as  if  they  were  shippers,  preference 

alleged  to  have  been  given  to  two  of  the  six  or  seven  coal 

lerators   on   the   Jennings   Railroad.     Jennings   Bros,   admitted 

I  hat   they   had   declined   to   furnish   cars   for  the    complainants 

ter  a  check  given  by  some  of  them  in  payment  of  freight  had 

It  was  also  shown  that  Griffith  and  his  asso- 

es,  at  various  times,  were  unable  to  load  the  cars  provided 

them  because  the  roads  were  bad,  or'their  automobile  truck 

broken  down.     They  were  operating  what  is  known   as   a 

igon  mine,  which  usually  is  profitable  in  a  commercial  sense 

rsuallv  thT  °f,  8fat,  demand   for  coal   and  very  high  prices. 

whn  T    )''oduct  of  such  mines  is  consumed  locally  by  farm- 

s  wno  do  their  own  hauling. 

^Commission  held  that  the  Jennings  Bros.'  method  of  dis- 
coal  cars  during  the  car  shortage  was  not  sufficiently 


systematic  to  warrant  approval  as  reasonable  for  the  future, 
but  that  it  had  not  been  shown  to  have  injured  the  complain- 
ants or  to  have  resulted  in  unreasonable  or  unduly  prejudicial 
distribution  of  cars.  Jennings  Bros,  testified  that  they  posted 
their  rates  in  their  offices,  and  that  the  rates  were  known  to  all 
the  people  along  the  line  of  the  railroad.  They  did  not  then, 
nor  do  they  now,  file  their  rates  with  any  state  commission  or 
with  the  federal  body.  Mr.  Meyer  said  that  reasonable  rules 
and  regulations  should  be  established  to  govern  the  distribution 
of  coal  cars.  He  added  that  an  order  respecting  the  filing  of 
rates  would  add  nothing  to  the  duties  imposed  upon  the  carrier 
by  the  interstate  commerce  act.  Therefore,  the  case  was  dis- 
missed. 


RATES  ON  ROOFING  SLATE 

The  Commission  has  dismissed  No.  10943,  American  Sea  Green 
Slate  Co.  et  al.  vs.  Alabama  &  Vicksburg  et  al.,  opinion  No.  6609, 
GO  I.  C.  C.  196-8,  holding,  in  a  report  written  by  Commissioner 
Meyer,  that  rates  on  roofing  slate  from  Granville  and  Middle 
Granville,  N.  Y.,  West  Pawlet,  Fair  Haven  and  Poultney,  Vt,  to 
various  interstate  destinations  had  not  been  shown  to  have  been 
or  to  be  unreasonable,  unjustly  discriminatory  or  unduly  preju- 
dicial. While  roofing  slate  in  carloads  is  rated  sixth  class, 
40,000  Ibs.  minimum  in  Official  Classification  territory,  commod- 
ity rates  generally  apply  from  the  producing  points  in  the  New 
York-Vermont  district.  According  to  Commissioner  Meyer  the 
slate  produced  in  that  district  demands  a  higher  price  in  the 
market  than  the  black  slate  that  competes  with  it  and  which  is 
produced  in  large  quantities  in  Pennsylvania.  The  principal 
ground  for  complaint  was  the  alleged  disparity  between  roofing 
slate  and  competing  roofing  material  such  as  wood  shingles, 
asphalt  shingles,  composite  roofing,  roofing  tile,  corrugated  iron 
roofing,  roofing  paper  and  tar  felt.  Commissioner  Meyer  said 
that  neither  the  extent  of  the  competition,  the  price  of  many  of 
the  articles,  the  source  of  supply  or  movement  of  competing 
material,  nor  the  volume  of  movement  had  been  clearly  shown, 
so  that  on  the  record  the  Commission  was  forced  to  hold  against 
the  complainants. 


RATE  ON  CRUDE  SULPHUR 

In  an  order  on  No.  10764,  E.  I.  du  Pont  de  Nemours  &  Co.  vs. 
P.  R.  R.  et  al.,  opinion  No.  6616,  60  I.  C.  C.  221-3,  the  Commission 
directed  the  carriers  on  or  before  April  15  to  establish  rates  on 
crude  sulphur  (brimstone)  from  New  York  to  Philadelphia,  Pauls- 
boro  and  Carney's  Point,  and  from  Baltimore  to  Philadelphia,  not 
in  excess  of  80  per  cent  of  the  sixth  class,  minimum  40,000 
pounds  This  order  is  based  on  a  finding  that  the  rate  on  crude 
sulphur  from  New  York  to  Philadelphia,  Paulsboro  and  Carney's 
Point  and  from  Baltimore  to  Philadelphia  was  unreasonable. 
The  rate  applied  was  sixth  class.  The  order  establishing  80  per 
cent  of  sixth  class  as  the  proper  basis  was  based  upon  prior  de- 
cisions of  the  Commission,  epecially  Union  Sulphur  Co.  vs.  B  & 
O.,  39  I.  C.  C.  349.  Reparation  is  to  be  made  to  the  basis  of  the 
rate  which  is  to  be  established  on  or  before  April  15.  The  report 
also  embraces  No.  10764  (Sub.  No.  1),  No.  10789,  and  No.  11176. 


CLASS  RATES  FROM  FT.  DODGE 

In  a  report  on  No.  11261,  Fort  Dodge  Commercial  Club  vs. 
Director-General  et  al.,  opinion  No.  6617,  60  I.  C.  C.  224-31,  the 
Commission  has  held  the  class  rates  from  Fort  Dodge,  la.,  to 
certain  points  in  southwestern  Minnesota,  eastern  South  Dakota 
and  southeastern  North  Dakota  to  be  not  unreasonable,  but 
unduly  prejudicial  to  Fort  Dodge  to  the  extent  that  they  exceed 
the  class  rates  contemporaneously  in  effect  from  De  Moines,  la., 
to  the  same  destinations.  The  Board  of  Railroad  Commissioners 
of  South  Dakota  intervened  in  support  of  the  complaint. 

The  report,  written  by  Commissioner  McChord,  said  the  rate 
situation  of  Fort  Dodge  is  in  many  respects  similar  to  that  of 
Des  Moines,  outlined  in  Greater  Des  Moines  Committee  vs.  C. 
St.  P.  M.  &  O.  Ry.  Co.  42,  I.  C.  C.  65.  Fort  Dodge  is  192  miles 
from  Dubuque,  the  nearest  Mississippi  River  Crossing,  and  85 
miles  northwest  of  Des  Moines,  which  is  158  miles  from  the 
Mississippi  River,  while  the  distances  from  Des  Moines  to  tht» 
destinations  involved  exceed  the  Fort  Dodge  distances  by  ap- 
proximately 20  to  50  per  cent  in  all  instances  except  one.  The 
rates  from  the  east  to  Fort  Dodge  exceed  those  to  Des  Moines 
in  amounts  ranging  from  10  cents  on  first  class  to  1.5  cents 
on  Class  D;  and  the  rates  from  Fort  Dodge  to  the  destinations 
involved  are,  in  all  cases  but  one,  from  2  to  39  per  cent  higher 
than  from  Des  Moines. 

Defendants  compared  distances  and  rates  from  Fort  Dodge 
to  destinations  in  Minnesota,  North  and  South  Dakota  with  dis- 
tances and  rates  from  Mississippi  River  crossings  and  Des 
Moines,  and  also  with  rates  from  Fort  Dodge,  which  would  re- 
sult if  the  basis  fixed  in  the  Missouri  River-Nebraska  case,  40 
I.  C.  C.  201,  were  applied,  maintaining  that  the  territory  in 
which  the  latter  scale  applies  has  a  higher  traffic  density. 

"In  Greater  Des  Moines  Committee  vs.  C.  St.  P.  M.  &  0.  Ry 
Co.,"  said  Commissioner  McChord,  "rates  from  Des  Moines  to 
this  territory  were  considered  and  a  basis  was  prescribed  with 
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mm  to  I  hi'  rales  applicable  from  the  Mississippi  River  cross- 

\vhile  Kurt  Dodge  is  from  43  to  100  miles  nearer  to  most 

'lie  destinations  In  the  Instant  case  than  is  Des  Moines,  the 

.  s  from  Dos  Moines  are  applicable  mainly  to  single-line  hauls, 

as   compared    with    hauls   over   two   or   more   lines    from    Fort 

Hodge.    The  record,  however,  compels  the  conclusion  that  Fort 

in  id  be  on  no  higher  basis  than  Des  Moines. 
••\\e  find   thai   the  rates  assailed  are  not  shown  to  be  un- 
it that  they  are,  and  for  the  future  will  be,  unduly 
ndicial  to  Fort  Dodge  and  the  traffic  thereof,  in  so  far  as 
cscood   or   may   exceed   the  class   rates  contemporaneously 
maintained  from  Des  Moines  to  the  same  destination." 

MILK  AND  CREAM,  VT.  TO  CONN. 

In  a  report  on  No.  10939,  Bryant  &  Chapman  Co.,  vs.  Central 
Vermont  el  al.,  opinion  No.  6619,  60  I.  C.  C.  237-42,  the  Commis- 
sion, speaking  through  Commissioner  Meyer,  has  held  that  the 
rules,  regulations  and  practices  governing  the  transportation  of 
milk  and  en-am,  in  less  than  carload  quantities,  from  Cloverdale 
and  Middlesex,  Vt.,  to  Hartford,  Conn.,  were  unreasonable  and 
unduly  prejudicial.  The  Commission  also  found  that  the  Ver- 
mont Central,  without  tariff  authority,  had  required  the  com- 
plainant to  pay  on  a  minimum  of  5,100  quarts  daily,  when  his 
shipments  were  smaller  than  that  amount.  Another  practice 

he  carrier  was  to  deny  to  the  complainant,  baggage  car  serv- 

tor  milk  and  cream  on  days  when  the  "open-iced"  car  was 

operated.  During  the  cool  months  that  "open  iced"  car  was 
operated  only  every  other  day  and  baggage  car  service  was  not 

!i  to  the  complainant  on  the  off  day. 

The  order  requires  the  carriers,  on  or  before  May  9,  to  estab- 
lish a  rule  that  on  days  on  which  the  open-iced  car  is  not 
operated  from  Middlesex,  Vt.  to  Hartford,  transportation  will  be 
afforded  in  baggage  cars,  at  their  published  rates  for  such  trans- 
portation. 

The  charges  collected  because  the  minimum  did  not  reach 
.",,!' id  quarts  a  day,  are  to  be  returned.  The  Vermont  Central  got 
the  idea  of  a  minimum  of  that  kind  from  a  report  of  the  Com- 
mission in  another  milk  case  suggesting  that  when  as  much  as 
">  quarts  daily  might  be  offered,  they  operate  open-iced  cars. 
It  failed,  however,  to  put  anything  into  its  tariffs  about  such  a 
minimum. 


SWITCHING  AT  COEUR   D'ALENE 

In  a  report  on  I.  and  S.  No.  1221,  Absorption  of  Switching 
Charges  at  Coeur  d'Alene,  opinion  No.  6630,  60  I.  C.  C.  275-6,  the 
Commission  has  ordered  the  discontinuance  of  the  proceeding 

i  March  13,  on  a  holding  that  the  Spokane  &  Eastern  Rail- 
way and  Power  Company  had  not.  justified  schedules  dated  to 
have  become  effective  October  15  last,  but  suspended  until 
March  14  next,  the  effect  of  which  would  be  to  require  shippers 
to  pay  the  switching  charge  of  the  Northern  Pacific  on  lumber 
and  articles  taking  lumber  rates  originating  at  a  mill  on  the  rails 
of  the  Northern  Pacific  at  Coeur  d'Alene.  Prior  to  federal  con- 
trol the  Spokane  &  Eastern  absorbed  the  charge  and  was  re- 
imbursed, in  part,  by  the  connecting  line  that  received  the  line 
haul.  During  federal  control  the  Spokane  &  Eastern  operated 
over  the  tracks  of  the  Northern  Pacific  and  there  was  no  need 
for  absorption. 

Failure  to  agree  on  divisions  caused  the  Spokane  &  Eastern 
to  propose  a  cancellation.  In  dismissing  the  complaint  the  Com- 
mission said  that  if  the  carriers  failed  to  agree,  they  might  have 
recourse  to  it  for  a  settlement  of  the  question  involved. 


SAW  LOGS  BETWEEN  MICH.  AND  WIS. 

In  a  report  on  I.  and  S.  No.  1235,  Saw  Logs  Between  Michi- 
gan and  Wisconsin  Points,  opinion  No.  6644,  60  I.  C.  C.  350-4, 
the  Commission  has  approved  the  revision  of  its  rates  on  saw 
'  logs  from  the  upper  peninsula  of  Michigan  to  sawmill  destina- 
tions in  Wisconsin.  It  has  disapproved  the  proposed  cancella- 
tion of  joint  rates  from  points  on  the  Copper  Range  and  Min- 
eral Range  railroads  on  account  of  what  seems  inconsistencies 
in  its  proposals. 

The  tariffs  suspended  in  this  case,  in  so  far  as  they  relate 

to  the  revision  from  the  woods  in  upper  Michigan  to  the  mills 

in  Wisconsin,  the  Commission's  report  says,  are  in  line  with 

i  he   mileage   scales   applicable   on   similar   traffic   in   Wisconsin. 

ire  to  displace  rates  stated  in  cents  and  dollars  per  1,000 

of  lumber  and  in  some  instances  in  cents  per  100  pounds. 

In    some   tariffs,   the   Commission    said,   the   rates    were    stated 

both  per  1,000  feet  and  per  100  pounds.     They  were  put  in  years 

ago,  when  the  railroads  made  contracts  with  logging  companies 

i  he  transportation  of  trainloads  of  logs  to  the  mills.     It  was 

ified  that  the  per  thousand  feet  rates  were  exceedingly  un- 
certain because  a  large  log  weighing  a  given  number  of  pounds 
will  cut  more  feet  than  a  greater  number  of  pounds  in  smaller 
logs,  because  there  will  be  less  waste  from  the  large  log.  The 
effect  was  unintentional  discrimination  between  shippers  of  logs. 

Another  class  of  rates  which  the  Commission  allows  the 
Milwaukee  to  eliminate  is  that  dependent  upon  whether  the  Mil- 
waukee receives  or  does  not  receive  the  outbound  shipment  of 


lumber.  For  them  two  scales  are  to  be  substituted,  one  on 
logs  on  the  product  from  which  the  Milwaukee  receives  the  out- 
bound haul  and  the  other  on  logs,  the  cut  from  which  goes  to 
some  other  carrier.  The  scales  are  the  same  as  those  used  by 
the  carrier  In  Wisconsin  and  Michigan.  The  Chicago  &  North 
Western  now  uses  those  scales. 


RATES  ON  SECOND  HAND  PIPE 

An  order  of  dismissal  has  been  made  In  No.  11090,  Prairie 
Pipe  Line  Co.  vs.,  M.  K.  &  T.  opinion  6625,  60  I.  C.  C.  263-4,  but 
the  complainant  did  not  lose.  The  pipe  line  company  alleged  that 
the  rates  on  second  hand  wrought  Iron  pipe  from  Cleveland  and 
Klefer,  Okla.,  to  Tiffin,  Tex.,  were  unjust  and  unduly  prejudicial 
to  the  extent  that  they  exceeded  those  applicable  from  Coffey- 
vllle,  Kan.,  to  the  same  place.  The  Commission  said  that  the 
legally  applicable  rate  was  the  rate  from  Coffeyville  because 
Cleveland  and  Kiefer  are  intermediate  between  Coffeyville  and 
Tiffin  and  under  rule  77  the  Coffeyville  rate  was  the  proper  one 
to  have  been  applied.  Tt  directed  refund  to  the  proper  basis  and 
said  that  there  was  no  need  for  considering  a  fourth  section  ap- 
plication that  had  been  set  down  in  connection  with  the  hearing 
in  this  complaint.  The  complainant  therefore  will  obtain  exactly 
what  it  would  have  obtained  had  the  Commission  agreed  with 
it  that  the  rates  were  as  alleged. 


RATE  ON  WIRE  RODS 

In  a  report  on  No.  10902,  E.  H.  Edwards  vs.  A.  T.  &  S.  E. 
et  al.,  opinion  No.  6624,  60  I.  C.  C.  258-62,  with  Commissioner  Hall 
dissenting,  the  Commission  held  to  be  unduly  prejudicial  the  rate 
on  wire  rods  of  No.  8  gauge  or  heavier,  from  points  in  transcon- 
tinental group  B  (Buffalo)  to  South  San  Francisco  to  the  extent 
that  it  exceeded  90  per  cent  of  the  contemporaneous  rate  on 
manufactured  galvanized  wire,  wire  netting  and  wire  rope  from 
and  to  the  same  points.  It  held  that  no  damage  had  been  shown. 
The  burden  of  the  decision  was  that  it  was  unduly  prejudicial 
to  wire  rods  to  assess  on  them  rates  as  high  as  on  wire  screen 
or  wire  rope,  the  manufactured  articles  for  which  wire  rods  are 
the  raw  material. 

Commissioner  Hall  said  that  maintenance  of  the  same  rate 
on  a  partly  finished  material  as  on  articles  therefrom  is  not  a 
sufficient  basis  on  which  to  place  a  finding  of  undue  prejudice. 
He  remarked  that  the  Commission  has  not  found  it  unduly  pre- 
judicial to  maintain  the  same  rates  on  wheat  as  on  flour.  He 
also  said  that  the  record  discloses  no  movement  from  group  E 
or  west  thereof  to  the  Pacific  coast.  Therefore  he  regards  the 
order  of  the  Commission  as  requiring  the  use  of  paper  rates  for 
establishing  a  spread  between  wire  rod  products  and  wire  rods 
because  the  requirement  as  to  group  B  will  have  to  be  reflected 
in  the  adjustment  from  groups  west  of  group  B.  The  order,  how- 
ever, refers  only  to  the  rate  from  group  B.  The  spread  is  to  be 
established  on  or  before  May  10. 


RATE  ON  PETROLEUM  AND  PRODUCTS 

The  complainant  in  No.  10848,  Oklahoma  Producing  and  Re- 
fining Corporation  of  America  vs.  Chicago  &  Eastern  Illinois  et 
al.,  opinion  No.  6623,  60  I.  C.  C.  255-7,  has  won  a  nominal  victory 
through  a  holding  in  that  case  that  the  rates  on  petroleum  and 
its  products  from  Warren,  Pa.,  St.  Mary's,  W.  Va.,  and  Chicago 
Heights  to  Muskogee  in  1918  and  1919  were  unduly  prejudicial 
against  Muskogee  and  in  favor  of  Tulsa,  Wagoner  and  other 
destinations  in  Oklahoma.  Reparation  was  denied,  however,  on 
the  conclusion  that  no  damage  had  been  shown.  On  the  last 
day  of  federal  control  the  rates  to  the  places  that  had  been  pre- 
ferred were  raised  to  the  level  of  the  Muskogee  rates,  which  the 
Commission  held  were  not  unreasonable.  Prior  to  December  20, 
1919,  rates  to  Oklahoma  from  the  Chicago  district  were  made  on 
combination,  five  cents  over  St.  Louis.  On  that  day  they  were 
made  joint  rates  equal  to  the  combinations. 


RATES   ON    BRICK,   ETC. 

In  a  supplemental  report  on  No.  10062,  Badger  Lumber  Co. 
et  al.,  vs.  A.  T.  &  S.  F.  et  al.,  opinion  No.  6632,  60  I.  C.  C.  278-80, 
the  original  of  which  was  made  in  58  I.  C.  C.  67,  the  Commission 
has  ordered  the  carriers  to  put  into  effect,  on  or  before  May  2, 
rates  on  brick,  cement,  chats,  coal,  drain  pipe,  grain  and  grain 
products,  to  Westport,  Mo.,  in  connection  with  the  line  of  the 
Kansas  City  Railways  company,  agreed  on  in  the  conferences 
between  the  carriers.  The  rates  are  for  application  to  the  Kansas 
City  suburb  known  as  Westport,  over  which  the  Commission  and 
the  carriers  have  been  having  palavers  for  more  than  two  years 
past. 


IMPORT   RATE   ON   SISAL 

The  Commission  has  dismissed  No.  11350,  E.  J.  Fogarty, 
warden  of  the  Indiana  state  prison  vs.  Illinois  Central  et  al., 
opinion  No.  6627,  60  ICC  267-8,  holding  that  the  import  rate  of 
35.5  cents  on  sisal,  from  New  Orleans  to  Michigan  City,  Ind..  is 
not  unreasonable  or  unduly  prejudicial.  The  warden,  who  ope- 
rates a  binding  twine  factory  in  the  penitentiary  at  Michigan 
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City,  thought  he  should  have  a  rate  on  the  Mexican  fibre  no 
higher  than  Chicago,  namely  32.5  cents.  The  chief  competition 
which  the  Indiana  warden  meets  is  at  Chicago.  Michigan  City 
is  66  miles  east  of  Chicago  and  for  that  slight  difference  in  dis- 
tance the  warden  thought  he  should  not  be  asked  to  pay  more 
than  his  competitor  at  Chicago.  The  Commission  disagreed  with 
him. 


being  imported  from  China  and  Japan,  had  not  been  shown  to  be 
unreasonable  or  unjustly  discriminatory. 


RATES  ON  CRUSHED  GYPSUM  ROCK 

Rates  on  crushed  gypsum  rock  from  producing  points  in 
Oklahoma  to  Cape  Girardeau  were  found  unduly  prejudicial  in 
No.  11129,  Cape  Girardeau  Portland  Cement  Co.,  vs.  Chicago, 
Rock  Island  &  Pacific  et  al.,  opinion  No.  6628,  60  I.  C.  C.  269-71, 
but  not  unreasonable.  Therefore  reparation  was  denied.  The 
rates  attacked  were  15  cents  prior  to  June  25,  1918,  and  16  cents 
thereafter  on  traffic  from  fifteen  or  sixteen  points  of  origin  in 
Oklahoma  of  which  Muskogee  and  Roman  Nose  are  typical,  to 
Cape  Girardeau.  The  Commission  held  them  unduly  prejudicial 
to  the  extent  that  they  were,  are  and  for  the  future  will  be  unduly 
prejudicial  to  the  extent  that  they  exceed  the  rates  to  either 
Hannibal  or  St.  Louis. 


REPARATION   ON    LUMBER 

An  award  of  reparation  has  been  made  in  No.  11282,  L.  H. 
Wheeler  and  F.  D.  Timlin  vs.  C.  &  N.  W.  et  al.,  opinion  No.  6626, 
60  I.  C.  C.  265-6,  on  a  holding  that  a  rate  of  18.5  cents  on  lumber, 
during  federal  control  from  Long  Lake,  Wis.,  to  Dorchester,  Wis., 
to  the  extent  that  it  exceeded  a  rate  of  12.5  cents,  was  unreason- 
able. A  combination  rate  was  assessed.  The  defendants  said 
that  no  request  for  a  joint  rate  had  ever  been  made. 


COAL,  NOKOMIS  TO  SHOPIERE 

An  order  of  reparation  has  been  made  in  No.  11056,  Keeler 
Lumber  &  Fuel  Co.  vs.  Big  Four  et  al.,  opinion  No.  6610,  60  I.  C.  C. 
199-201,  on  account  of  an  unreasonable  rate  on  coal  from  No- 
kobis,  111.,  to  Shopiere,  Wis.  The  Commission  held  that  the 
combination  rate  of  $2.40  was  unreasonable  to  the  extent  that  it 
exceeded  $1.77  per  ton.  The  report  of  the  Commission  contains 
a  conflict  as  to  the  quantum  of  the  rate  which  was  found  to  be 
reasonable.  In  one  place  it  says  $1.70  per  net  ton  and  in  two 
other  places  it  says  $1.77.  The  amount  of  reparation,  however, 
is  $88.45. 


COAL,  NOKOMIS  TO  UNION  GROVE 

Reparation  has  been  ordered  on  No.  10920,  Nason  Coal  Co.  vs. 
Big  Four  et  al,  opinion  No.  6614,  60  I.  C.  C.  214-6,  on  account  of 
an  unreasonable  rate  of  $2.17  on  soft  coal  from  Nokomis,  111.,  to 
Union  Grove,  Wis.  The  Commission  held  the  subsequently  estab- 
lished joint  rate  of  $1.82  would  have  been  reasonable  and  or- 
dered reparation  to  that  basis. 


CORN    SYRUP   OR   GLUCOSE 

In  a  report  on  No.  10867,  Chamber  of  Commerce  of  Mont- 
gomery et  al.  vs.  Atlanta  &  West  Point,  opinion  No.  6612,  60 
I.  C.  C.  203-9,  written  by  Commissioner  McChord,  the  Commis- 
sion held  as  unduly  prejudicial  rates  on  corn  syrup  or  glucose 
unmixed,  in  tank  cars,  from  Chicago  and  other  points  to  Bir- 
mingham, Montgomery  and  Dothan,  Ala.,  and  unduly  preferen- 
tial of  New  Orleans.  The  report  also  covers  No.  10890,  Dothan 
Chamber  of  Commerce  et  al.  vs.  Same,  and  a  large  number  of 
fourth  section  applications,  all  of  which  have  been  denied.  The 
order  of  the  Commission  requires  the  carriers,  on  or  before 
May  6,  to  remove  the  undue  prejudice  by  the  establishment  of 
rates  to  Birmingham  and  Montgomery  not  higher  than  those 
to  New  Orleans  and  to  Dothan,  not  to  exceed  10  cents  per  100 
pounds  higher  than  those  to  New  Orleans. 


CHARGES  ON  RECONSIGNED  POTATOES 

The  Commission  has  dismissed  No.  11328,  Northern  Broker- 
age Company  vs.  Chicago,  Burlington  &  Quincy  et  al.,  opinion 
No.  6605,  60  I.  C.  C.  182-4,  holding  that  the  charges  on  a  carload 
of  potatoes  shipped  from  Kinder,  N.  D.,  to  Rockford,  111.,  and 
reconsigned  to"  Princeton,  111.,  were  not  unreasonable.  The  Com- 
mission found  that  the  shipment  had  been  overcharged  and 
directed  refund.  The  shipment  was  assessed  the  combination 
of  locals  instead  of  a  joint  rate  claimed  by  the  complainant.  The 
record,  the  Commision  said,  did  not  establish  that  the  defend- 
ants were  lacking  in  ordinary  care  in  undertaking  to  execute  a 
reconsigning  order  and  that  the  evidence  was  that  the  combina- 
tion rate  assessed  was  reasonable. 


RATES  ON  STRAW  BRAID 

The  Commission  has  dismissed  No.  11178,  American  Trading 
>.  vs.  New  York  Central,  director  general  et  al.,  opinion  No. 
I.  C.  C.  272-4,  and  sub  No.  1,  Isler  &  Guye  vs.  Director 
.eneral  et  al.,  covering  the  same  subject,  holding  that  the  rates 
L.  C.  L.  shipments  of  straw  braid  from  San  Francisco,  Ta- 
na, and  Seattle  to  Chicago,  New  York  and  Toronto,  Ont    after 


RATE   ON    SULPHURIC  ACID 

The  Commission  has  dismissed  No.  11070,  E.  I.  duPont  de 
Nemours  &  Co.,  vs.  West  Jersey  &  Sea  Shore  et  al.,  opinion  No. 
6620,  60  I.  C.  C.  243-5,  holding  that  the  rates  on  sulphuric  acid 
in  tank  cars  from  Paulsboro,  N.  J.,  to  Rockford,  Del.,  in  effect 
between  December  19,  1917,  and  February  24,  1919,  were  not  un- 
reasonable. 


NATCHEZ  AND  VIDALIA  TO  CHICAGO 

In  a  report  on  I.  and  S.  No.  1228,  Cancellation  of  Rates  from 
Natchez,  Miss.,  and  Vidalia,  La.,  to  Chicago,  opinion  No.  6631,  60 
I.  C.  C.  276-7,  the  Commission  pointed  out  how  the  carriers  can 
increase  their  rates  on  green  salted  hides  and  scrap  iron  from 
Natchez  and  Vidalia  to  Chicago  to  the  same  level  as  the  rates 
southbound,  without  incurring  the  expense  incident  to  having 
two  sets  of  tariffs,  one  for  northbound  and  the  other  for  the 
southbound  rates.  They  have  made  two  efforts  to  do  that  but 
have  not  brought  their  efforts  within  the  rules  for  filing  tariffs. 
The  Commission  said  that  that  could  be  accomplished  by  amend- 
ing Kelly's  I.  C.  C.  No.  877  so  as  to  show  the  rates  therein  named 
would  apply  between  Chicago  on  the  one  hand  and  Natchez  and 
Vidalia  on  the  other.  The  two  futile  efforts  to  accomplish  that 
result  were  undertaken  in  an  effort  to  avoid  the  greater  expense 
of  publishing  a  tariff  to  show  the  northbound  rates.  The  Com- 
mission held  that  the  carriers  had  not  justified  the  proposed 
rates,  and,  if  they  desire  to  advance  them,  they  must  try  again. 


MINIMUM  WEIGHT  ON  GRAIN 

In  a  report  by  Commissioner  Ford  on  I.  and  S.  No.  1227, 
Minimum  Weight  on  Grain  Based  on  Capacity  of  Car  Ordered, 
Opinion  No.  6638,  60  I.  C.  C.  318-20,  the  Commission  has  held 
that  the  carriers  had  not  justified  the  proposed  cancellation  of 
the  application  to  shipments  of  grain  and  grain  products,  of  the 
rule  protecting  the  minimum  applicable  to  the  car  ordered  by 
the  shipper,  if  and  when  a  carrier,  for  its  own  convenience  sup- 
plies a  larger  car.  The  carriers  are  required  to  cancel  the  sus- 
pended schedules  on  or  before  March  24,  without  prejudice, 
however,  to  their  right  to  file,  as  a  substitute  for  them,  of  proper 
tariff  provisions  to  the  effect  that  the  rules  governing  the  "mini- 
mum weights  based  on  capacity  of  car  ordered"  published  in 
Item  No.  276,  or  reissues,  of  Leland's  I.  C.  C.  No.  1333,  or  reissues, 
will  not  apply  on  interstate  or  foreign  shipments  of  grain  Di- 
gram products  covered  by  the  rules  effective  January  1,  1921,  in 
Item  1572F,  Supplement  No.  19,  to  Fonda's  ICC  No.  89,  or  as 
they  may  be  lawfully  amended. 

The  protested  rules  would  have  applied  on  shipments  of 
grain  and  grain  products  between  points  in  Texas  and  between 
points  in  Texas  and  Shreveport,  and  group  points.  In  disposing 
of  the  highly  technical  questions  involved,  the  Commission  re- 
cited the  history,  during  and  since  the  end  of  federal  control, 
which  is  essential  to  an  understanding  of  the  ruling.  It  is  as 
follows : 

"During  the  period  of  federal  control  the  Director  General 
of  Railroads  established  the  marked  capacity  of  cars  as  the 
minima  on  grain  and  60,000  pounds  as  the  minimum  on  grain 
products.  In  our  special  permission  No.  50450,  of  August  21, 

1920,  we  authorized   the   carriers   to   continue  until   January  1, 

1921,  the    marked-capacity   minima    on    grain    but   reduced   the 
grain-products  minimum  to  48,000  pounds.     The  application  in 
the  territory  above  referred  to  of  the  rule  above  quoted  enabled 
shippers  to  order  a  car  of  as  low  as  40,000-pounds  capacity  and 
use  a  car  of  much  greater  capacity  upon  basis  of  the  minimum 
applicable  to  the  car  ordered  or  of  actual  weight  of  shipment, 
provided  the  actual  weight  was  less  than  310  per  cent  of  the 
minimum  applicable  to  the  car  ordered.     This  territory  differed 
from  a  considerable  part  of  the  country  in  that  such  a  rule 
could  be  invoked  on  grain  shipments. 

"The  question  of  reasonable  and  uniform  minima  on  grain 
and  grain  products  has  been  given  further  consideration  by  us 
and  in  our  special  permission  No.  51215,  of  December  3,  1920, 
as  amended  December  10,  1920,  we  authorized  the  continuance 
of  marked-capacity  minima  on  grain  of  all  kinds,  except  oats 
and  ear  corn,  snapped  corn,  or  corn  in  the  shuck,  with  the  fur- 
ther exception  that  if  the  marked  capacity  of  the  car  be  less 
than  50,000  pounds  the  minimum  will  be  50,000  pounds.  On  oats 
and  ear  corn,  snapped  corn,  or  corn  in  the  shuck,  in  straight  or 
mixed  carloads,  we  authorized  a  minimum  of  80  per  cent  of  the 
marked  capacity  of  the  car,  except  when  marked  capacity  is  less 
than  50,000  pounds,  in  which  event  the  minimum  will  be  40,000 
pounds.  Our  special  permission  was  subject  to  four  notes,  the 
last  of  which  is  as  follows: 

Note  4:  When  carrier  cannot  furnish  car  capacity  ordered  by 
shipper  and  for  its  own  convenience  furnishes  a  car  of  greater 
capacity  than  the  one  ordered,  such  car  may  be  used  on  the  basis 
pf  the  minimum  weight  applicable  to  the  car  ordered  by  shipper,  but 
in  no  case  less  than  actual  weight;  the  capacity  of  car  ordered, 
number  and  date  of  the  order  to  be  shown  in  each  instance  upon 
the  bill  of  lading  and  carrier's  waybill. 

When   actual   weight  is   more  than   10   per  cent   in   excess   of   the 
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t>    i>i    ill'1  car  urileretl  by  j<liipp.T.    tin-   niiiiiiniiin   weight 

lie    that    applicable    i<>   tin-   car   iii    Krneral   service   the   capacity 

•  liich  is  next   greater  than   tlir  capaciu    ni   the  car  ordered.    When 

i    cinlc-rs  a   cnr  »i    marked   capacity    !•   19  than  60,000  pounds  anil 

inishes  u  ear  of  greater  capacity,  the  minimum  weight  shall 
pounds   but   not  greater   than   the    marked   capacity   of   car 

;  In  general  service  of  capacity  greater  than  60,000  pounds  as 
covereil  liy  the  preceding  paragraph  shall  be  considered  to  be  cars  of 
To  .OHM,  80,000,  and  100,000  pounds  capacity  respectively. 

"Except  for  the  last  paragraph  quoted,  which  is  the  amend- 
ment oi  December  10,  these  regulations  were  published  by  re- 
spondents, effective  January  1,  1921,  in  Supplement  No.  19  to 

at  Fonda's  lariff  I.  C.  C.  No.  89.  The  latter  sentence  of  the 
•nid  paragraph  of  Note  4  was  framed  with  a  view  to  the 
necessity  for  conserving  equipment  throughout  the  country  and 
seems  justified  in  view  of  the  comparatively  small  number  of 
cars  of  less  than  60,000-pounds  capacity  available  for  the  move- 
ment of  the  grain  traffic,  especially  in  the  territory  here  under 
consideration.  So  limited,  the  respondents  and  carriers  else- 
where have  little  or  no  objection  to  the  rule. 

"There  is  no  evidence  that  tho  rule  sought  to  be  canceled 
has  had  any  effect  on  grain  products.  Prior  to  January  1,  1921, 
the  grain-products  minimum  of  48,000  pounds  was  subject  to  a 
note  that — 

On  Grain  Products  *  •  *,  in  straight  or  mixed  carloads,  mini- 
mum weight  will  be  48,000  pounds  per  car,  except  when  marked  ca- 
pacity of  car  is  less,  the  marked  capacity,  but  not  less  than  40,000 

nls  per  car  will  apply,  or  when  a  car  of  less  capacity  is  loaded  to 
full  space  capacity,  the  actual  weight  will  apply. 

"There  are  few  cars  of  less  capacity  than  the  minimum. 
In  our  special  permission  No.  51215  we  authorized  e.  reduction 
in  the  grain-products  minimum  to  40,000  pounds,  and  with  this 
the  protestants  herein  are  satisfied. 

"In  Rule  66  of  Tariff  Circular  No.  18-A  and  in  numerous 
cases  we  have  expressed  the  opinion  that  it  is  the  duty  of  ear- 
ners to  publish  regulations  protecting  the  minimum  applicable 
in  connection  with  the  car  ordered,  subject  to  reasonable  provi- 
sions for  the  protection  of  the  carriers'  equipment.  There  is 
nothing  in  the  present  record  which  would  justify  a  different 
conclusion,  nor  is  there  any  evidence  as  to  any  conditions  under 
which  the  regulations  authorized  by  us  and  established  by  the 
respondents  would  lead  to  unfair  or  unjust  charges  for  the 
transportation  of  grain  or  grain  products. 

"The  schedules  under  suspension  propose  to  cancel  entirely 
the  rule  protecting  the  minimum  applicable  to  the  car  ordered 
upon  grain  and  grain  products. 

"We  find  that  the  proposed  cancellation  has  not  been  justi- 
fied in  so  far  as  it  would  affect  interstate  or  foreign  traffic  and 
the  schedules  under  suspension  to  that  extent  will  be  ordered 
canceled.  This  is  without  prejudice  to  the  filing  by  respondents 
of  proper  tariff  provisions  to  the  effect  that  the  rules  governing 
"minimum  weights  based  on  capacity  of  car  ordered"  published 
in  Item  No.  276,  or  reissues,  of  Agent  Leland's  tariff  I.  C.  C.  No. 
1333,  or  reissues,  will  not  apply  on  interstate  or  foreign  ship- 
ments of  grain  and  grain  products  covered  by  the  rules  effective 
January  1,  1921,  in  Item  1572F,  Supplement  No.  19,  to  Agent 
Fonda's  tariff  I.  C.  C.  No.  89,  or  as  they  may  be  lawfully 
amended." 


LIVE  POULTRY  RATES 

A  reduction  in  rating  on  live  poultry,  from  second  to  third 
class  in  official  classification  territory  with  a  minimum  of  18,000, 
is  to  be  made  on  or  before  May  25.  After  that  date  the  rating 
on  live  and  dressed  poultry  will  be  the  same,  but  the  minimum 
on  dressed  poultry  will  continue  at  20,000.  This  decision  is 
contained  in  a  report  written  by  Commissioner  Ford  on  No. 
1  li»ll.  Live  Poultry  and  Dairy  Traffic  Shippers'  Association  vs. 
Atchison.  Topeka  &  Santa  Fe,  opinion  No.  6634,  60  I.  C.  C.,  284-9, 
based  on  a  holding  that  the  second  class  rating  on  live  poultry 
is  and  for  the  future  will  be  unreasonable  to  the  extent  that  it 
exceeds  or  may  exceed  third  class  at  the  same  minimum,  namely, 
18,000  pounds. 

Commissioner  Hall  vigorously  dissented,  asserting  that  the 
effect  would  be  to  rate  dressed  poultry  in  carloads  higher  than 
the  live  poultry,  in  like  quantities.  Live  poultry,  he  pointed  out, 
is  now  rated  higher  and  generally  moves  at  higher  rates  in  all 
three  classification  territories.  The  new  departure  proposed  by 
a  majority  of  his  colleagues,  he  said,  probably  will  produce  a 
I'ar  icaching  effect. 

The  case  grew  out  of  the  Commission's  decision  in  Kansas 
Car-Lot  Egg  Shippers'  Association  vs.  B.  &  O.,  53  I.  C.  C.,  59, 
decided  in  April,  1919.  In  that  case  the  Commission  ordered  a 
reduction  in  rates  and  rating  on  dressed  poultry,  from  first  class, 
any  quantity,  to  third  class,  carloads,  in  official  classification  ter- 
ritory, 20,000  pounds  minimum.  The  allegation  in  this  case  was 
that  that  decision  disrupted  a  long  standing  adjustment  between 
the  rates  on  the  two  commodities  and  has  resulted  in  the  rating 
and  rates  on  live  poultry  becoming  unreasonable  and  unduly 
prejudicial  as  compared  with  the  rates  and  rating  on  dressed 
poultry.  The  complainant  asked  for  a  fourth  class  rating  and 
reparation. 

While   the   finding  is   that    of  unreasonableness,   reparation 


is  denied  on  the  ground  that  there  had  been  no  showing  of 
unreasonableness  in  the  past.  The  finding  Is  confined  to  the 
present  and  future. 

Commissioner  Hall  dissented  because,  among  other  things, 
he  said  no  good  reason  had  been  shown  why  a  railroad  should 
move  17,500  pounds  of  live  poultry,  for  example,  for  less  than 
the  same  weight  of  dressed  poultry.  Under  this  decision,  he 
«aid,  that  will  be  the  fact  because  while  both  will  be  rated  third 
class,  the  difference  in  minimum  will  give  the  shipper  of  17,500 
pounds  of  live  poultry  a  lower  charge  than  the  shipper  who 
forwards  the  same  number  of  pounds  of  dressed  poultry.  In 
addition,  he  said,  the  railroads  in  a  case  like  that  will  have  a 
greater  haul  because  live  poultry  cars  have  a  100  per  cent  empty 
return  movement,  while  cars  in  which  dressed  poultry  la  trans- 
ported have  a  return  empty  mileage  of  only  about  60  per  cent. 

In  disposing  of  the  case  the  Commission  took  cognizance 
of  the  fact  that  there  is  a  demand  for  live  poultry  that  cannot 
be  met  by  the  supply  of  dressed  poultry  or  any  other  kind  of 
dressed  meat. 

The  Commission  also  pointed  out  that  the  dressed  poultry 
is  worth  much  more  than  live  poultry,  which  moves  at  all  times, 
while  the  movement  of  dressed  poultry  is  more  or  less  seasonal, 
both  facts  to  be  taken  into  consideration  in  considering  what 
rating  should  apply. 


FILING  OF  CLAIMS 

"The  National  Industrial  Traffic  League  is  receiving  a  good 
many  inquiries,  by  letter  and  by  wire,  in  regard  to  the  filing  of 
claims,  both  for  reparation  and  straight  overcharges,  with  the 
Interstate  Commerce  Commission,  as  provided  for  in  section  206, 
paragraph  (c),  of  the  transportation  act,  1920,"  said  J.  H.  Beek, 
executive  secretary  of  the  League. 

"In  several  circulars  issued  to  our  members  we  have  en- 
deavored to  advise  them  fully.  We  are  glad,  however,  to  avail 
ourselves  of  an  opportunity  to  give  other  readers  of  The  Traffic 
World  the  same  information. 

"First:  All  claims  for  reparation  on  shipments  moving  dur- 
ing the  period  of  federal  control  must  be  filed  with  the  Commis- 
sion not  later  than  Monday,  February  28,  1921.  Claims  filed  on 
March  1,  1921,  will  be  barred,  under  the  statute.  The  Commis- 
sion has  no  authority  to  consider  claims  filed  after  February  28. 

"A  question  immediately  arises  as  to  what  will  constitute 
a  proper  filing.  Must  claimants  file  a  formal  complaint,  or  will 
an  informal  complaint  be  sufficient? 

"Formal  complaints  are  not  necessary.  No  special  form  of 
informal  complaint  is  prescribed  by  the  Commission,  but  its  rules 
of  practice  require,  as  to  informal  complaints,  that  the  letter  or 
other  writing  must  contain  the  essential  elements  of  a  complaint, 
including— 

1.  Name  and  address  of  complainant. 

2.  Name  of  the  carrier  or  carriers  against  which  the  complaint 
is  made   (in  case  of  actions  arising  out  of  federal  control   the  letter 
should  show  that  the  informal  complaint  is  made  against  John  Bar- 
ton   Payne,    Director    General    of    Railroads,    as    agent,    then    should 
follow  the  names  of  the  carriers  participating). 

3.  A  statement  that  the  acts  have  been  violated  by  the  carrier 
or  carriers  named    (in  case  of  actions  arising  out  of  federal  control, 
the  complaint   should  allege   a  violation   of   the   interstate   commerce 
act,  and  also  Section  10  of  the  federal  control  act).  This  statement  of 
violation  of  the  act  or  acts  should  indicate  (a)  When;   (b)  Where;  (c) 
How  the  act  was  violated. 

4.  Such  data  as  will  serve  to  identify  with  reasonable  certainty 
the  shipments  or   other   transportation   services   in   respect   to   which 
reparation  is  sought. 

5.  If  possible,  the  route  of  movement  and  names  of  all  the  car- 
riers participating  in  the  transportation. 

6.  The  kind  of  injury  sustained. 

7.  If  recovery  is  sought  on  behalf  of  any  other  party  or  parties 
than  the  complainant,  the  names  of  such  parties  and  a  statement  of 
the  capacity  or  authority  in  or  by  which  the  complaint  is  made  on 
their  behalf. 

8.  A   request   for  affirmative  relief.     This  generally  Is  a  request 
for  reparation  or  for  waiver  of  charges   claimed  to  be  unreasonable, 
illegal,    etc.     The   statement   should   show   the   amount   of   reparation 
claimed. 

In  drafting  Informal  complaints,  a  sufficient  number  of  copies 
should  be  made  and  sent  to  the  Commission  to  enable  the  Commission 
to  retain  one  for  its  own  flies  and  also  to  send  a  copy  to  each  de- 
fendant. 

"A  great  many  claims,  perhaps  most  of  the  claims,  for  repara- 
tion accruing  under  federal  control  of  the  railroads  have  already 
been  filed  with  the  Railroad  Administration,  but  many  of  them 
have  not  yet  been  acted  on.  All  of  these  claims  must  now  be 
filed  with  the  Commission.  It  is  not  sufficient  that  they  have 
been  filed  with  the  Railroad  Administration. 

"All  the  above  claims  are  in  the  office  of  the  Division  of 
Liquidation  Claims,  U.  S.  Railroad  Administration,  of  which 
Cyrus  B.  Stafford  is  manager.  More  than  a  month  ago  Mr. 
Stafford  advised  all  claimants  as  follows: 

If  you  desire  me  to  do  so.  and  will  send  me  a  letter  (in  duplicate) 
addressed  to  the  Interstate  Commerce  Commission,  stating  the 
amount  of  your  claim,  the  reasons  why  you  think  the  rate  charged 
in  unreasonable,  that  you  have  suffered  damage,  and  that  you  are 
transmitting  your  claim  papers  for  the  purpose  of  filing  in  accord- 
ance with  the  Act.  I  will  attach  your  claim  papers  to  the  letter  and 
transmit  to  the  Commission.  These  details  are  required  under  the 
rules  of  the  Commission. 

"In  accordance  with  Mr.  Stafford's  suggestion,  we  advised  the 
use  of  a  letter  such  as  the  following: 
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Interstate  Commerce  Commission, 
Washington,  D.  C. 

1  submit  herewith  papers  in  claim  for  $....,  involving  shipment  of 

.  cars  of  from  to  moving  during  the 

period  of  federal  control.  The  charges  assessed  on  these  shipments 
Were  unreasonable  and  violative  of  sections  1,  2,  3  and  (or)  4,  also 
section  10  of  the  Federal  Control  Act.  The  rates  charged  were  un- 
reasonable and  were  subsequently  adjusted,  the  details  o£  which 
.•ire  shown  in  the  papers. 

This  company  paid  and  bore  the  charges,  and  suffered  damage 
to  the  extent  of  the  difference  between  the  rates  charged  and  the 
reasonable  rates  which  were  subsequently  established. 

I,  therefore,  ask  that  this  claim  be  recorded  against  John  Barton 
Payne,  Director  General,  as  Agent,  in  accordance  with  Section  206 
(c)  of  the  Transportation  Act,  1920,  and  that  the  claim  be  placed  in 
line  for  settlement. 

"This  letter  should  be  written  in  duplicate,  both  copies  being 
mailed  to  Cyrus  B.  Stafford,  Manager  Department  of  Traffic,  415 
Hurley-Wright  Building,  Washington,  D.  C.  Mr.  Stafford  will 
then  attach  the  claim  papers  and  transmit  to  the  Commission 
by  messenger. 

"If  claimants  are  in  doubt  as  to  whether  their  papers  are 
in  the  hands  of  the  Railroad  Administration  or  In  the  hands  of 
some  individual  carrier  and  they  are  unable  to  locate  them 
promptly,  they  should  file  an  informal  complaint  with  the  Com- 
mission, giving  all  of  the  required  information  as  set  forth  above, 
and,  wherever  possible,  support  the  complaint  with  duplicate 
papers. 

"The  fact  should  be  emphasized  that  the  responsibility  for 
the  filing  of  claims  rests  on  the  claimant.  It  is  his  business  to 
see  that  his  claim  is  filed. 

"Notification  to  the  Commission  that  a  complaint  may  or 
will  be  filed  later  for  the  recovery  of  damages  is  not  a  filing  of 
the  complaint  within  the  meaning  of  the  statute.  Attention  is 
called  to  the  requirements  of  rule  V  of  the  Commission's  rules 
of  practice. 

"The  law  department  of  the  Railroad  Administration  holds 
that  claims  for  straight  overcharges,  under  the  provisions  of  sec- 
tion 206,  paragraph  (c),  of  the  transportation  act,  1920,  must 
also  be  filed  with  the  Commission  prior  to  March  1,  1921. 

"There  is  a  difference  of  opinion  among  the  attorneys  as 
to  whether  section  206,  paragraph  (c),  requires  the  filing  of 
overcharge  claims.  Notwithstanding  this,  we  advise  claimants 
to  comply  with  the  ruling  of  the  Railroad  Administration  and 
file  their  claims.  They  have  something  to  gain  and  nothing  to 
lose  by  complying  with  the  ruling. 

'In  response  to  a  direct  inquiry,  Mr.  McGinty,  Secretary  of 
the  Interstate  Commerce  Commission,  advises  that  reference 
to  carrier's  claim  number  alone  is  not  sufficient  and  refers  to 
the  Commission's  announcement  of  February  14  giving  its  views 
on  straight  overcharge  claims  and  information  necessary  prop 
erly  to  file  a  complaint." 

Mr.  Beek,  February  17,  telegraphed  to  John  F.  Finerty, 
Assistant  General  Counsel  of  the  Railroad  Administration,  as 
follows : 

Receiving  numerous  inquiries  regard  your  ruling  that  overcharge 
claims  must  be  filed  with  Commission  before  March  first.  Are  we 
to  understand  that  Railroad  Administration  will  not  pay  any  over- 
charge claims  after  March  first  which  have  not  been  filed  with 
Commission?  Answer  quick. 

The  following  answer  was  received  February  18: 

Director  General  construes  Section  206C  Transportation  Act  as 
requiring  overcharge  claims  to  be  filed  with  the  Commission  prior  to 
March  first.  Carriers'  accounting  departments  have  been  advised  by 
wire  today  to  refuse  to  accept  any  new  claims  against  Director  Gen- 
eral and  to  advise  shippers  to  file  all  new  claims  with  Commission 
on  or  before  February  28.  Carriers'  accounting  departments  have 
also  been  instructed  to  file  statements  of  all  undisposed  of  claims 
with  the  Interstate  Commerce  Commission  on  or  before  February  28. 
The  Director  General  has  agreed  to  treat  the  filing  of  such  state- 
ments as  tolling  the  limitation  provision  of  the  act. 

Later  in  the  day  another  telegram  was  received  from  Mr. 
Finerty,  as  follows: 

Desire  to  add  that  carriers  have  been  instructed  to  retain  un- 
disposed of  claim  papers  now  on  hand  and  to  handle  to  conclusion, 
merely  filing  statement  of  all  claims  for  record  with  the  Commission. 
This  arrangement  has  the  Commission's  approval. 

"The  last  telegram  from  Mr.  Finerty  contradicts  in  part 
what  I  have  said,"  said  Mr.  Beek.  "See  'a  great  many  claims, 
perhaps  most  of  the  claims,  for  reparation,  etc.'  This  applies  to 
reparation,  and  not  specifically  to  overcharge  claims,  but  ship- 
pers will  naturally  try  to  get  their  claim  papers  back  from  the 
carriers.  They  should  now  be  made  to  understand  that  all 
overcharge  claims  now  in  the  hands  of  carriers  will  be  handled 
by  those  carriers  to  a  conclusion,  but  the  carriers  have  been  in- 
structed today  not  to  accept  any  new  claims." 

In  the  announcement  signed  by  Secretary  McGinty,  under 
date  of  February  14,  the  Commission  advised  what  shippers  with 
claims  against  the  railroads,  arising  in  the  period  of  federal 
control,  must  do  to  prevent  barring  of  their  claims  by  the  statute 

limitations,  enacted  by  Congress  in  the  transportation  act 
of  1920. 

Unless  claimants  get  their  papers  to  the  files  of  the  Com- 
ssion  before  March  1,  they  will  be  barred,  unless  the   tardy 
ones  can  persuade  Congress  to  change  the  law. 


The  Commission  made  a  declaration  in  the  announcement 
to  the  effect  that  it  was  not  prepared  to  say  that  straight  over- 
charges are  not  covered  by  the  statutes  limiting  the  filing  of 
claims  to  one  year  after  the  end  of  federal  control.  That  point 
has  been  debated  by  many,  but,  in  view  of  the  uncertainty  of 
the  Commission  on  it,  the  safe  way,  it  is  pointed  out,  would 
be  for  those  who  think  they  have  been  overcharged,  to  tell  the  j 
Commission  the  facts  just  as  if  they  were  filing  a  formal  com- 
plaint. 

Another  point  in  the  announcement  is  that  notification  to 
the  Commission  of  an  intention  to  file  a  complaint  or  that  a  com- 
plaint may  be  filed  "is  not  a  filing  of  complaint  within  the  mean- 
ing of  the  statute."  The  announcement,  in  full,  is  as  follows: 

By   Section   206    (c)    of  the    transportation   act  complaints   praying 
for  reparation  on  account  of  damage  claimed  to  have  been  caused  by 
reason  of  the  collection   or  enforcement  by  or  through   the   President 
during  the  period  of  Federal  control  of  rates,   fares,  charges,  classifi- 
cations,  regulations  or  practices   (including  those  applicable   to  inter- 
state,  foreign  or  intrastate  traffic)    which  were  unjust,   unreasonable, 
unjustly    discriminatory    or    unduly    or    unreasonably    prejudicial    or 
otherwise   in   violation  of   the   Interstate   Commerce  Act  may  be  filed    I 
vith  the  Commission,  within  one  year  after  the  termination  of  Federal 
control,    against    the    agent    designated    by    the    President,    naming   in 
the   petition   the    railroad   or   system    of   transportation   against   which    . 
complaint   would   have   been    brought  if  such   railroad   or   system   had    1 
not  been  under  Federal  control  at  the  time  the  matter  complained  of    | 
took  place.     The  statute  applies  to  all  complaints  praying  for  repara- 
tion on  account  of  damage   claimed   to   have   arisen  from   the   causes 
stated,    and    we    are    not    prepared    to    say    that    straight    overcharge    ! 
claims  are  not  included  with  other  classes  of  claims  in  the  statute  of    i 
limitations  fixed  by  that  section. 

We  are  not  vested  with  jurisdiction  to  consider  claims  for  repara- 
tion filed  after  the  expiration  of  the  time  stated  in  the  statute  of 
limitations.  We  have  held  that  complaints  for  the  recovery  of  dam- 
ages must  be  filed  within  the  statutory  period  and  must  contain  the 
essential  elements  of  complaint,  including  name  and  address  of  the 
complainant,  the  names  of  the  carriers  against  which  complaint  is 
made,  a  statement  that  the  act  has  been  violated  by  the  carrier  or 
carriers  named,  indicating  when,  where  and  how,  and  a  request  for 
affirmative  relief.  An  informal  coniplaint  should  also  show,  under  our 
rules  of  practice,  such  data  as  will  serve  to  identify  with  reasonable 
definiteness  the  shipments  or  other  transportation  services  in  respect 
01  which  recovery  is  S9iight,  the  carriers  participating,  the  kind  and 
amount  of  injury  sustained,  when  and  by  whom,  and,  if  any  recovery 
is  sought  in  behalf  of  others  than  complainant,  statement  of  the 
capacity  or  authority  in  or  by  which  complaint  is  made  in  their 
behalf.  Illustrative  of  pertinent  data  are,  in  case  of  shipments,  their 
dates,  origin,  destinations,  consignors  and  consignees,  dates  of  deliv- 
ery or  tender  of  delivery,  car  numbers  and  initials,  if  in  carloads, 
routes  of  movement,  if  known,  commodities  transported,  weight 
charges  assessed,  at  what  rate,  when  and  by  whom  paid,  and  by 
whom  borne. 

Notification  to  the  Commission  that  a  complaint  may  or  will  be 
filed  later  for  the  recovery  of  damages  is  not  a  filing  of  complaint 
within  the  meaning  of  the  statute. 

Prompt  action  will  be  facilitated  if  each  complaint  for  reparation 
is  accompanied  by  reparation  statements  conforming  substantially  to 
the  form  prescribed  by  Hule  V  of  the  Commission's  rules  of  practice. 

The  law  department  of  the  Railroad  Administration  has 
ruled  that  section  206,  paragraph  (c),  pertaining  to  the  filing  of 
complaints  "praying  for  reparation  on  account  of  damage  claimed 
to  have  been  caused  by  reason  of  the  collection  or  enforcement 
by  or  through  the  President  during  the  period  of  federal  con- 
trol, of  rates,  fares,  or  charges,  etc.,  *  *  *  which  were  un- 
just, etc.,  *  *  or  otherwise  in  violation  of  the  interstate 
commerce  act,"  requires  that  claims,  even  for  straight  over- 
charges, arising  from  transatcions  during  the  period  of  federal 
control,  must  be  filed  with  the  Interstate  Commerce  Commis- 
sion before  March  1,  1921. 

This  ruling  is  the  reverse  of  an  opinion  first  expressed  on 
that  subject  by  Cyrus  B.  Stafford,  manager  of  the  department 
of  traffic  of  the  Railroad  Administration.  He  gave  his  personal 
opinion  to  a  number  of  inquirers,  who  were  inclined  to  agree 
with  him,  that  claims  for  the  return  of  overcharges  would  not 
come  within  the  scope  of  paragraph  (c),  but  the  law  department 
was  of  a  different  opinion  and,  after  consultation  with  John  F. 
Finerty,  assistant  general  counsel  .for  the  Railroad  Administra- 
tion, and  Mr.  Stafford,  the  latter  advised  those  to  whom  he  had 
given  a  contrary  opinion  that  the  view  of  the  law  department 
differed  from  his  own  view  in  this  particular  measure. 

Washington,  D.  C.,  Feb.  18.— The  Railroad  Administration  ; 
has  notified  all  railroads  that  overcharge  claims  already  in  hand 
should  be  listed  by  each  carrier  and  sent  to  the  Commission 
before  March  1.  Mr.  Finerty  said  the  carriers  should  decline 
to  receive  overcharge  claims  presented  from  now  on  and  advise 
persons  presenting  them  to  the  effect  that  they  should  file  such 
claims  direct  with  the  Commission. 


HEARING    POSTPONED 

Hearing  on  No.  12046,  Armour  &  Co.  vs.  Director-General 
et  al.,  originally  set  for  hearing  on  February  9,  and  postponed 
to  February  17  by  Examiner  Jewell,  at  the  request  of  Royal  Mc- 
Kenna  of  the  Director-General's  office,  was  again  postponed  on  j 
account  of  the  crowded  condition  of  the  examiner's  docket. 


CHANGES  IN   DOCKET 

Hearing  in  I.  and  S.  1294,  official  express  classification  rule 
governing  detention  of  cars,  assigned  for  February  17,  at  Wash- 
ington, D.  C.,  was  cancelled. 

Argument  in  11476,  Pequest  Co.  vs.  Director  General,  as- 
signed for  February  17  at  Washington,  D.  C.,  was  cancelled. 


irj    ID,  1921 
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Tentative  Reports  of  the  Commission 


FRUITS  AND  VEGETABLES,  CALIFORNIA 
TO  PHOENIX 

Treating  the  complaint  as  an  attempt  to  have  Phoenix  put 
on  I  he  main  line  of  the  Santa  Fe  and  receive  the  benefit  of  main- 
linr  \aminer  Henry  C.  Keene  has  recommended  the 

dismissal  of  No.  11525,  Traffic  Bureau,  Chamber  of  Commerce, 
I'liorniv  Ariz.,  et  al.  vs.  Southern  Pacific  et  al.,  on  a  holding 
tin*  establishment  of  a  new  route  via  Phoenix  to  Maricopa 
is  not  necessary  or  desirable  in  the  public  interest  within  the 

ning  of  section  15  of  the  interstate  commerce  law. 

The  allegation  was  that  the  rates  on  fresh  fruits  and  vege- 
tables in  straight  and  mixed  carloads  from  points  in  California 
id  Phoenix  were  unreasonable,  unjustly  discriminatory  and  un* 
duly  prejudicial.  The  prayer  was  for  the  establishment  of  a 
through  route  and  joint  rates  from  northern  California  points 

:he  Santa  Fe  through  Phoenix  to  Maricopa  and  other  points 
on  the  line  of  the  Southern  Pacific. 

Examiner  Keene  said  the  complainants  were  not  interested 
in  the  rates  from  northern  California,  because  most  of  their 
units  and  vegetables  came  from  southern  California,  but  that 
their  interest  was  In  having  the  Santa  Fe  and  the  Southern  Pa- 
c  establiish  what  would  be  a  main  line  through  Phoenix  by 
using  branch  lines.  The  effect  would  be  to  give  that  city  main- 
line rates,  instead  of  the  rates  applicable  on  the  Parker  cut-off 
of  the  Santa  Fe. 


COMBINATION  RATES  ON  HIDES 

Combination  rates,  basing  on  St.  Paul,  of  $2.09  from  Billings 
and  $2.405  from  Missoula,  Mont.,  to  Manistique,  Mich.,  applicable 
on  dry  hides,  were  not  shown  to  have  been  or  to  be  unreasonable 
or  unduly  prejudicial  and  the  complaint  should  be  dismissed, 
Examiner  Harris  Fleming  proposes  in  a  tentative  report  on  No. 
llt',.>5,  Northwestern  Leather  Co.  vs.  Northern  Pacific  et  al.  The 
shipments  involved  moved  in  the  period  from  December  1,  1918, 
to  September  1,  1920.  No  testimony  was  offered  by  the  com- 
plainant other  than  a  mere  citation  of  the  rates  and  the  ton-mile 
earnings  thereunder,  the  examiner  says,  and  no  basis  was  af- 
forded for  a  finding  of  unreasonable  or  prejudicial  rates.  The 
complainant  cited  joint  rates  from  the  points  of  origin  to  Chicago 
and  the  rate  from  north  coast  terminal  points  to  transcontinental 
groups  A  to  J,  inclusive,  which  includes  Chicago  and  Manistique, 
in  support  of  his  allegation  that  the  rates  attacked  were  unduly 
prejudicial.  Portions  of  fourth  section  application  No.  349  were 
involved  and  the  examiner  recommends  denial  of  relief.  The 
complainant  alleged  violation  of  the  fourth  section,  Billings  and 
Missoula  being  intermediate  between  north  coast  terminal  points 
and  Manistique  by  way  of  the  route  over  which  the  shipments 
moved.  The  adjustment  was  protected  by  Agent  Countiss'  ap- 
plication No.  349. 

"No  justification  is  shown  for  the  maintenance  of  lower 
rates  on  this  commodity  to  Manistique  from  north  coast  ter- 
minal points  than  contemporaneously  maintained  from  the  origin 
points  here  in  question,  and  this  application,  in  so  far  as  it  asks 
authority  to  continue  that  adjustment,  should  be  denied,"  the 
examiner  says. 


According  to  the  report,  the  Interveners  Insisted  that  the  can- 
cellation of  the  rules  did  not  satisfy  all  the  Issues,  and  asked  the 
Commission  to  consider  the  reasonableness  of  the  rules  and 
charges  in  effect  prior  to  August  20,  1920.  Carter  said  the  Issues 
at  the  hearing  were  confined  to  the  special  rules  and  charges 
which  were  put  into  effect  on  August  20.  From  that,  he  said,  it 
followed  that  the  rules  and  charges  prior  to  that  day  could  not 
be  considered  in  this  case,  the  dismissal  of  which  he  recom- 
mended. 


APPLES,  CHELAN  TO  EL  PASO 

Dismissal  of  the  complaint  in  No.  11624,  El  Paso  Chamber 
of  Commerce  vs.  C.  B.  &  Q.  et  al.,  on  a  finding  that  a  rate  of 
$1.20  per  100  pounds,  charged  on  four  carloads  of  apples  shipped 
from  Chelan,  Wash.,  stored  in  transit  at  Dallas,  Tex.,  and  for- 
warded thence  to  El  Paso,  Tex.,  in  the  period  of  federal  control, 
was  not  unreasonable  or  unduly  prejudicial,  is  proposed  by  Ex- 
aminer Henry  C.  Keene. 

The  complainant  paid  a  combination  of  $1.25,  composed  of  the 
group  H  rate  of  $1.10  to  Alfalfa,  Tex.,  six  miles  north  of  El  Paso, 
the  local  of  10  cents  to  El  Paso  and  a  transit  storage  charge  of 
5  cents.  The  shipment  was  made  on  the  assertion  of  a  railroad 
against  that  a  rate  of  $1.10  would  apply  on  the  through  move- 
ment if  the  apples  were  sent  from  Dallas  to  El  Paso  via  the 
Texas  &  Pacific  for  T.  &  P.  delivery.  The  Commission's  ex- 
aminer said  that  the  rate  did  not  apply,  as  said  by  the  agent,  on 
apples  stored  in  transit,  but  were  entitled  to  the  combination 
on  Alfalfa,  but  that  the  lower  rate  to  Alfalfa  than  to  El  Paso 
contained  an  unauthorized  fourth  section  departure,  but  that  the 
$1.20  combination  was  not  unreasonable  for  that  or  any  other 
fact  in  the  record. 


RECONSIGNMENT  RULES  AND   RATES 

Approval  of  the  penalty  rules  and  rates  for  the  reconsign- 
ment  of  coal  and  coke,  in  all  cars,  and  on  freight  in  open  top 
cars,  in  effect  from  August  20  to  November  26,  1920,  in  a  formal 
case,  is  recommended  by  Examiner  Paul  O.  Carter,  in  a  report 
to  the  Commission  on  No.  11739,  Omaha  Chamber  of  Commerce 
Traffic  Bureau  vs.  Chicago,  Burlington  &  Quincy.  The  recom- 
mendation, in  effect,  is  that  the  Commission  back  up  what  it  did 
last  summer  to  expedite  the  movement  of  coal  cars  and  prevent 
the  indiscriminate  and  oft-repeated  reconsignments  of  coal. 

The  rates  and  rules  under  attack  were  put  into  operation  by 
the  railroads  on  August  20,  1920,  because  the  Commission,  on 
July  13,  suggested  that  they  do  something  of  that  kind  for  the 
conservation  of  equipment  and  the  prevention  of  unnecessary  re- 

ignment.  To  facilitate  the  publication  of  the  penalty  charges 
and  the  restrictive  rules,  the  Commission  authorized  the  tariff 
tiling  on  short  notice.  Four  days  after  they  became  operative 
the  Omaha  Chamber  of  Commerce  Traffic  Bureau  filed  the  com- 
plaint. Interventions  favoring  the  complaint  were  filed  by  com- 
mercial organizations  at  Kansas  City,  Lincoln,  Neb.,  and  Sioux 
City,  and  the  American  Wholesale  Coal  Association. 

Examiner  Carter's  report  consists  almost  entirely  of  a  recital 
"i  iln>  fact  that  the  Commission  suggested  such  rates  and  rules 
and  the  steps  taken  by  the  railroads  to  comply  with  the  sugges- 
tion, and  a  bare  statement  that  the  record  does  not  sustain  the 
allegation  that  the  rules  and  charges  assailed  were  unreasonable. 


FUEL  OIL,  ROXANA  TO  FEDERAL 

Examiner  H.  W.  Archer,  in  a  report  on  No.  11564,  Laclede 
Steel  Co.  vs.  Chicago  &  Alton  et  al.,  has  recommended  a  holding 
that  the  rate  on  fuel  oil  from  Roxana,  111.,  to  Federal,  111.,  from 
January  1,  1919,  to  February  29,  1920,  was  unreasonable  to  the 
extent  that  it  exceeded  2.5  cents  per  100  pounds,  $15  per  car 
minimum,  but  that  no  reparation  should  be  ordered  because  the 
complainant  did  not  pay  the  charges,  as  such.  On  the  contrary,  it 
bought  the  fuel  oil  from  the  Roxana  Petroleum  Company  at  a 
destination  price.  Admittedly,  that  price  at  destination  included 
the  freight  rate,  but  the  complainant  did  not  own  the  oil  until  it 
was  delivered  at  Federal. 

Attorneys  for  the  Director-General  objected  to  any  holding 
that  would  not  give  recognition  to  the  commutation  of  the  ad- 
vances on  oil  made  as  a  result  of  the  negotiations  between  the 
Railroad  Administration  and  the  oil  industry,  soon  after  the 
effective  date  of  General  Order  No.  28.  That  agreement  was  that 
the  increases  on  oil  should  be  25  per  cent,  with  a  maximum  of 
4.5  cents  per  100  pounds.  They  told  the  examiner  that  if  the 
increases  made  under  that  compromise  were  disturbed,  the  Rail- 
road Administration  would  not  obtain  as  much  money  as  esti- 
mated and  agreed  by  the  oil  industry  as  its  due,  from  it.  The 
examiner  said,  however,  that  the  controlling  question  was  not 
the  revenue  the  Railroad  Administration  expected  to  obtain,  but 
whether  the  rate  was  reasonable. 

DEMURRAGE   ON    LUMBER 

In  a  tentative  report  on  No.  11815,  Elm  City  Lumber  Co. 
vs.  Seaboard  et  al.,  Examiner  Warren  H.  Wagner  proposes  an 
award  of  reparation  on  account  of  illegl  demurrage  charges  on 
three  carloads  of  lumber  shipped  from  Perrot,  S.  C.,  to  Peters- 
burg, Va.,  in  March,  1918.  The  Seaboard,  which  hauled  the  cars 
from  Perrot  to  Petersburg,  did  not  turn  the  cars  over  to  the 
Atlantic  Coast  Line  as  directed,  but  sent  postal  card  notices 
which  were  not  delivered.  Delivery  was  made  from  team  tracks 
of  the  Seaboard  and  not  of  the  Coast  Line  after  the  demurrage 
in  question  had  accrued.  The  Seaboard  contended  that  it  was 
under  no  obligation  to  turn  the  shipment  over  to  the  Coast  Line 
for  a  switching  movement  unless  that  carrier  was  willing  to 
assume  the  charges.  The  record,  the  examiner  said,  did  not 
indicate  that  the  Coast  Line  had  refused  to  accept  the  car  for 
the  purpose  of  protecting  the  charges.  The  examiner  says  the 
demurrage  was  illegally  collected  and  should  be  refunded. 

MILL  WORK,  IOWA  TO  TEXAS 

In  a  tentative  report  on  No.  11824,  Farley  &  Loetscher  Manu- 
facturing Co.  et  al.  vs.  Atchison,  Topeka  &  Santa  Fe,  Examiner 
C.  I.  Kephart  has  recommended  a  holding  that  the  rates  on  sash, 
door  and  window  screens  and  other  mill  work  from  Dubuque, 
Clinton  and  Muscatine,  la.,  to  Texas  common  point  territory. 
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and  to  the  El  Paso  group  points,  were  and  are  unreasonable  and 
unduly  prejudicial  to  the  extent  that  they  exceeded  and  now  ex- 
ceed 56.5  cents  and  64.5  cents  from  Dubuque  and  Clinton  to  the 
Texas  common  points  and  to  the  El  Paso  group,  respectively, 
and  54  and  62  cents  from  Muscatine  to  the  same  groups  respec- 
tively. 

The  complaint  alleged  undue  preference  for  competitors  or 
the  complainants  on  the  Pacific  coast.  The  Iowa  manufac- 
turers asked  for  rates  from  their  mills  the  same  as  lumber 
rates  northbound  from  mills  in  Texas.  Mills  at  Chicago  inter- 
vened in  support  of  the  contention  of  their  competitors  at  the 
Mississippi  River  points.  Muscatine  takes  the  Omaha-Daven- 
port group  rates  while  Clinton  and  Dubuque  are  bracketed  with 
Chicago.  On  door  and  window  screens,  the  rate  from  Clinton 
and  Dubuque  to  Texas  common  points  is  88  cents  and  from 
Muscatine,  84.5  cents,  and  on  all  the  other  commodities  in  the 
list  named  the  rate  is  59.5  cents  from  Dubuque  and  56  cents 
from  Muscatine.  To  the  El  Paso  group  the  rate  on  door  and 
window  screens  from  Dubuque  and  Clinton  is  $1.115  and  from 
Muscatine,  $1.08;  and  on  the  other  commodities,  86.5  cents  from 
Dubuque  and  83  cents  from  Clinton  and  Muscatine.  No  reason 
was  shown  on  the  record  for  putting  Clinton  in  one  group  in 
the  case  of  screens  and  in  another  group  on  the  remaining  mill 
work  products. 

This  separation  of  screens  from  other  classes  of  mill  work, 
the  examiner  said  the  complainants  contended,  was  based  on 
no  sound  transportation  reason.  They  further  contended  that  they 
should  be  on  a  commodity  basis  rather  than  the  class  basis  and 
bear  rates  not  exceeding  36.5  and  34.5  cents  respectively,  plus 
the  increases  authorized  in  Ex  Parte  No.  74. 

In  support  of  undue  preference  for  the  Pacific  coast  manu- 
facturers, the  complainants  pointed  out  that  to  nine  typical  Texas 
common  points  the  average  distance  from  Weed,  Calif.,  a  repre- 
sentative point,  was  2,170  miles,  while  from  Dubuque  the  dis- 
tance to  El  Paso  was  only  1,376  miles,  and  to  the  common  points 
only  1,010  miles.  From  Muscatine  and  Clinton  the  distances  are 
from  four  to  six  per  cent  less. 

The  railroads  contended  that  the  rates  from  Pacific  coast 
points  were  too  low  to  be  used  as  a  measure  of  reasonable  rates 
from  Iowa  to  Texas  points.  They  also  contended  that  they  could 
not  remove  an  undue  prejudice  except  at  the  sacrifice  of  revenue 
as  they  are  not  controllers  of  the  rates  made  from  the  Pacific 
coast  points. 

Examiner  Kephart  said  that  the  record  amply  proved  that 
the  southbound  lumber  rates  and  the  northbound  mill  work  rates, 
both  introduced  into  the  record,  were  paper  rates;  that  mill  work 
did  not  move  northward  from  Texas  into  Iowa  nor  did  lumber 
move  southward  from  Iowa  into  Texas  and  that,  therefore,  they 
were  of  no  value  for  purposes  of  comparison. 

The  examiner  recommended  an  award  of  reparation  down 
to  the  basis  of  rates  proposed  by  him,  which,  he  said,  would 
earn  reasonable  return  for  the  carriers. 


DISCRIMINATION  AGAINST  MINE 

In  a  proposed  report  on  No.  11674,  Hillsboro  Coal  Co.,  vs. 
C.  C.  C.  &  St.  L.  et  al.,  Attorney-Examiner  M.  A.  Pattison  has 
recommended  a  holding  that  the  Big  Pour  and  the  Chicago  & 
Eastern  Illinois,  in  failing  to  treat  the  mine  of  the  complaining 
company  at  Hillsboro,  111.,  as  a  joint  mine,  entitled  to  draw  cars 
from  both  roads,  while  treating  other  mines  on  their  rails  as 
joint  mines,  unjustly  discriminated  against  the  complainant.  The 
Big  Four  has  granted  trackage  rights  to  the  C.  &  E.  I.  at  Hills- 
boro but  both  roads  have  declined  to  treat  that  mine  as  a  joint 
mine  while  treating  other  mines  similarly  situated,  as  being  on 
the  rails  of  both  carriers.  The  Big  Four  took  the  position  that 
to  require  it  to  switch  for  the  C.  &  E.  I.  at  Hillsboro  would  de- 
prive it  of  the  law-given  right  to  have  the  long  haul.  The  ex- 
aminer, however,  said  that  that  was  not  the  position  taken  by  it 
with  regard  to  other  industries  at  Hillsboro,  hence  his  conclusion 
of  unjust  discrimination. 


ginning  at  6  cents  for  distances  of  ten  miles  and  under  and  in- 
creasing until  a  rate  of  31  cents  is  reached  at  600  miles.  The 
rate  proposed  would  be  for  hauls  over  the  line  of  a  single  car- 
rier, where  two  or  more  lines  participated  in  the  haul,  an  arbi- 
trary of  2.5  cents  was  suggested  for  distances  up  to  120  miles; 
1.5  cents  for  distances  between  120  and  420  miles,  the  arbitrary 
to  be  entirely  eliminated  for  distances  in  excess  of  that  maxi- 
mum distance. 

The  carriers  in  defense  of  their  adjustment,  which,  roughly 
speaking,  is  a  group  adjustment,  said  it  had  been  their  impres- 
sion that  the  adjustment  was  preferred  both  by  the  mills  and 
the  refiners.  They  added  that  if  the  group  rates  resulted  in  dis- 
criminations, a  mileage  scale  would  remove  them.  According 
to  Eddy  no  substantial  defense  of  the  existing  rates  was  made  by 
the  carriers  other  than  a  general  statement  as  to  their  reason- 
ableness. He  added  that  it  seemed  to  be  generally  agreed  that 
rates  on  a  mileage  basis  would  result  in  a  scale  of  rates  free 
from  undue  preference  or  prejudice.  The  carriers  submitted  a 
scale  as  well  as  the  complainant.  He  said  that  neither  was  satis- 
factory. He  therefore,  recommended  a  scale  to  be  inflated  in 
accordance  with  the  decision  in  Ex  Parte  No.  74,  to  be  applied 
to  single  line  hauls  with  an  arbitrary  of  1.5  cents  per  100  pounds 
for  two  or  more  line  hauls.  The  scale  recommended  by  Eddy  be- 
gins with  11  cents  for  ten  miles  and  under  and  ends  with  38  cents 
for  distances  of  550  miles  but  not  more  than  600.  It  progresses 
in  half  cent  jumps  for  each  ten  mile  distance  up  to  90,  at  which 
distance  the  rate  is  17  cents,  and  then  by  one  cent  jumps  for  20 
mile  blocks  up  to  300  miles,  then  at  one  cent  jumps  for  25  mile 
blocks  up  to  400,  and  then  1.5  cents  for  50  mile  blocks  up  to  the 
maximum  distance. 


COTTONSEED  OIL  MILEAGE  RATES 

A  scheme  for  mileage  rates  on  cottonseed  oil  from  milling 
points  in  Arkansas,  Oklahoma,  and  Louisiana  to  Dallas,  Tex., 
so  as  to  give  the  Texas  city  rates  that  would  enable  it  to  com- 
pete with  business  rivals  at  Memphis,  Chicago,  Kansas  City  and 
St.  Louis  has  been  recommended  by  Examiner  Richard  T.  Eddy 
in  a  tentative  report  on  No.  11649,  Procter  &  Gamble  Co,  vs. 
Arkansas  Central  et  al.  The  complainant  alleged  that  the  rates 
on  cottonseed  oil  from  milling  points  in  the  three  states  men- 
tioned to  Dallas,  Tex.,  were  unreasonable  per  se  and  unduly 
preferential  of  competitors  at  the  cities  mentioned.  The  com- 
plaining company  is  building  a  plant  at  Dallas  for  the  refining 
of  crude  vegetable  oils  and  the  manufacture  of  lard  substitutes 
Refiners  at  Dallas  and  Sherman,  Tex.,  intervened  on  behalf  of 
the  complainant. 

At  present  rates  on  vegetable  oils  to  Dallas  are  generally 

made  on  combination.    In  lieu  of  the  rate  adjustment  now  in  ef- 

,e  complainant  asked  that  a  mileage  scale  be  established. 

ibmitted  for  the  consideration  of  the  Commission  a  scale  be- 


RATES  ON   PIG   IRON 

In  a  tentative  report  on  No.  11,563,  United  Iron  Works  vs. 
Director  General,  as  agent,  the  examiner  has  recommended  a 
holding  of  unreasonableness  as  to  rates  on  pig  iron  from  Midoo, 
Mo.,  to  Springfield,  Mo.,  and  lola,  Kans.,  during  December,  1918, 
and  January  and  February,'  1919,  to  the  extent  that  they  ex- 
ceeded $2.30  a  ton  to  Springfield  and  $3.80  per  net  ton  to  lola. 
He  also  recommended  reparation. 


HOGS,  HARRISON  TO  JERSEY  CITY 

An  award  of  reparation  is  recommended  by  Examiner  E.  L. 
Beach  in  a  tentative  report  on  No.  11438,  Swift  &  Co.  vs.  Di- 
rector-General as  agent,  on  a  proposed  finding  that  charges  for 
the  transportation  of  dressed  hogs  from  Harrison  to  Jersey  City, 
N.  J.,  between  June  25,  1918,  and  May  23,  1919,  were  unreasonable. 
The  rate  attacked  was  a  charge  of  $15  a  car  for  the  movement 
involved,  the  complainant  contending  it  was  unreasonable  to  the 
extent  that  it  exceeded  charges  that  would  have  accrued  at  3 
cents  per  100  Ibs.,  minimum  21,000  Ibs.,  made  effective  May  23, 
1919.  The  revenue  per  car  at  that  rate  based  on  the  average 
weight  of  the  shipments  herein  involved  would  have  been  $9.60, 
the  examiner  says,  and  he  recommends  reparation  down  to  that 
basis. 


RATES  ON  CATTLE,  SHEEP  AND  HOGS 

Examiner  J.  Edgar  Smith,  in  a  report  on  No.  11552,  East 
Tennessee  Packing  Co.  vs.  Southern  et  al.,  has  recommended 
dismissal  on  a  holding  that  the  rates  on  cattle,  sheep  and  hogs 
from  Cincinnati,  Louisville,  Nashville  and  related  points  to  Knox- 
ville  are  not  unreasonable  or  unduly  prejudicial. 


RATES   ON    HAT    MATERIAL 

Assistant  Chief  Examiner  Ulysses  Butler  has  recommended 
the  dismissal  of  No.  11187,  Henry  W.  Peabody  &  Co.  vs.  Chicago, 
Milwaukee  &  St.  Paul  et  al.,  on  a  finding  that  the  class  rates 
on  strawbraid  and  hempbraid,  in  less  than  carload  quantities, 
were  not  unreasonable  or  unduly  prejudicial.  Attack  was  made 
on  the  first  class  rating  imposed  on  this  hat  material.  Prior  to 
the  cancellation  of  the  import  rates,  a  commodity  rate  of  $1.75 
was  collected  on  imported  strawbraid  and  $3  on  imported  hemp- 
braid.  The  first  class  rate  applicable  after  June  25,  1918,  was 
$4.25  per  100. 


IMPORT   RATE   ON    OILS 

Attorney-examiner  M.  A.  Pattison  has  recommended  the  dis- 
missal of  No.  11560,  Swift  &  Co.  vs.  Director  General,  as  agent, 
on  a  holding  that  the  import  rate  of  $1.125  on  soya-bean,  cocoa- 
nut  and  peanut  oil,  in  tank  cars,  from  Pacific  ports  to  various 
destinations,  between  July  1,  1918,  and  May  29,  1919,  was  not 
unreasonable. 


CHARGES  ON  SALT 

Examiner  Henry  B.  Armes  has  recommended  the  dismissal 
of  No.  11622  E.  I.  du  Pont  de  Nemours  &  Co.,  vs.  Genesee  & 
Wyoming  et  al.,  on  a  finding  that  the  charges  collected  on  ship- 
ments of  common  salt  from  Retsof,  Watkins,  Ithica,  and  Ludlow- 
ville,  N.  Y.,  to  Paulsboro,  N.  J.,  made  between  July  10,  1917,  and 
May  26,  1920,  were  not  unreasonable.  The  report  also  covers 
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sub-number  1  of  the  same  case  brought  by  the  same  company 
nst  the  same  carriers. 

SWITCHING  OF  CRUSHED  STONE 

KxaiiiiiuT  F.  H.  Barclay  has  recommended  to  the  Commis- 
sion, in  a  report  on  No.  11199,  Marble  Cliff  Quarries  vs.  Pan- 
handle  ft  al.,  that  a  rate  of  30  cents  per  net  ton  for  switching 

hfcl  stone,  in  equipment  furnished  by  the  carrier,  between 
plants  in  the  complainants  quarry  near  Marble  Cliff,  O.,  from 
.IUMC  -:".  1918,  to  December  31,  1918,  be  held  unreasonable  to 
iln>  extent  that  it  exceeded  20  cents  per  ton.  He  also  recom- 
nii  'tilled  reparation. 


DEMURRAGE   ON    COAL 

On  i  In-  Kround  that  the  detention  which  caused  the  assess- 
ni«'iit  of  demurrage  was  caused  by  the  complainant,  Examiner  J. 
Kilpar  Smith,  has  recommended  the  dismisal  of  No.  11827  Reeves 
Coal  &  Pock  Co.,  vs.  Director  General,  as  agent.  The  coal  ar- 
ihicl  at  one  of  the  complainant's  yards  at  Minneapolis.  The 
complainant  asked  the  delivering  line  to  return  it  to  the  Soo  line 
for  dispatch  to  Kenmare,  N.  D.,  but  failed  to  furnish  outbound 
billing  until  $24  worth  of  demurrage  had  accrued. 


MIXED  CAR  RULES  ON  LIVE  STOCK 

At  the  hearing  on  docket  No.  11699,  National  Live  Stock  Ex- 
diange  vs.  A.  T.  &  S.  F.  et  al.,  held  before  Examiner  Bronson 
Jewell,  in  Chicago,  February  16  and  17,  E.  W.  Skipworth,  attor- 
ney for  the  complainants,  introduced  fourteen  witnesses  to  prove 
the  alleged  injustice  and  unreasonableness  of  mixed  car  live 
stock  rules.  The  present  rules  apply  a  rate  on  mixed  cars  which 
is  based  on  the  highest  rate  applicable  on  any  of  the  animals 
in  the  car  and  the  highest  minimum  weight.  The  exchange  is 
seeking  to  have  this  changed  to  the  highest  rate  and  the  mini- 
mum weight  on  the  article  taking  that  rate. 

The  difficulty  of  running  a  diversified  farm  was  described 
by  several  farmers,  who  stated  that  it  was  impossible  fqr  farmers 
to  ship  straight  carloads  and  that  the  present  high  rates  on 
mixed  cars  were  driving  them  out  of  business.  J.  M.  Richard- 
son, secretary  of  the  Detroit  Live  Stock  Association,  Joseph 
O'Brien,  secretary  of  the  New  York-New  Jersey  Live  Stock  Ex- 
change and  several  other  officers  of  local  exchanges,  testified 
as  to  the  similarity  of  handling  mixed  and  straight  cars.  Most 
of  these  witnesses  introduced  exhibits  purporting  to  show  the 
high  per  ton  mile  earnings  on  mixed  cars  of  live  stock  in  com- 
parison with  straight  cars.  Such  additional  hazard  as  is  borne 
by  mixed  cars,  they  said,  due  to  the  failure  of  partitions  to  hold, 
was  due  either  to  faulty  inspection  by  the  local  carrier's  agent  or 
to  rough  handling  of  the  train  on  the  part  of  the  train  crew.  The 
cost  of  the  partition  and  the  expense  of  erecting  it  is  -borne  by 
the  shipper,  they  said. 

Protest  was  also  made  against  those  rules  which  provide  for 
the  tying  of  range  bulls  and  cows  with  suckling  calves.  A.  F. 
Stryker,  traffic  manager  of  the  Omaha  Live  Stock  Exchange,  said 
these  rules  did  more  harm  than  good. 

C.  B.  Hutchings,  traffic  manager  of  the  American  Farm 
Bureau  Federation,  which  organization,  he  said,  comprises  more 
than  one  and  a  quarter  million  farmers,  testified  on  behalf  of 
his  organization  which  filed  a  petition  of  intervention.  In  addi- 
tion to  several  exhibits  similar  to  those  introduced  by  previous 
witness,  he  entered  one  which  purported  to  show  that  there  are 
numerous  cases  where  other  commodities  of  like  kind  can  be 
shipped  in  the  same  car  at  a  common  rate.  Three  other  exhibits, 
purported  to  show  the  conditions  which  govern  the  shipping  of 
fresh  meats  and  packing-house  products  in  Official,  Western, 
and  Southern  territories,  were  also  introduced.  These  exhibits 
showed  that,  though  the  minimum  weight  on  packing-house 
products  in  24,000  pounds,  mixed  carloads  are  accepted  for  ship- 
ment at  a  minimum  of  21,000  pounds,  the  fresh  meat  minimum, 
and  that  the  rate  assesed  is  on  the  actual  weight  of  the  two 
products  carried. 

The  defendants  carried  on  their  case  in  much  the  same 
manner  as  the  complainants,  witness  after  witness  being  pro- 
duced only  to  repeat  the  evidence  already  in.  A.  B.  Enoch,  who 
handled  the  case  for  the  western  carriers,  relied  chiefly  on  H.  W. 
Glore,  joint  carriers'  agent  at  the  Kansas  City  stock  yards,  and 
I.  E.  Hennessey,  holding  a  similar  position  at  the  National  Stock 
Yards,  St.  Louis.  Both  these  witnesses  testified  as  to  the  diffi- 
culty attendant  on  the  unloading  of  mixed  cars,  and  the  practical 
impossibility  of  building  temporary  partitions  of  sufficient 
strength  to  hold  up  without  injuring  the  car.  The  use  of  Im- 
proper material  for  building  these  partitions  was  also  com- 
mented on,  Mr.  Glore  stating  that  he  knew  of  cases  where  bed- 
springs  were  used  for  this  purpose.  He  said  that  in  a  great 
many  instances  grain  doors  belonging  to  the  railroad  company 
were  used,  while  in  other  cases  saplings  were  fastened  into 
holes  cut  into  the  car  slats.  Mr.  Hennessy  testified  as  to  the 
practical  impossibility  of  the  station  agent  inspecting  these  parti- 
tions. He  said  that  they  were  often  put  in  and  the  stock  loaded 
at  a  time  when  the  agent  could  not  be  present  after  he  had  gone 
off  duty. 

F.  K.  Crosby,  assistant  general  freight  agent  for  the  Rock 


Island,  sketched  a  short  history  of  the  present  mixed  car  rules. 
"The  shippers,"  he  said,  "have  been  continually  referring  to  the 
charge  on  mixed  cars  as  a  penalty.  We  think  that  it  ig  really  a 
concession,  since  it  allows  the  live  stock  shipper  to  ship  less 
than  carload  lots  at  carload  rates."  To  substantiate  his  state- 
ment, Mr.  Crosby  produced  an  exhibit  purporting  to  show  a  num- 
ber of  actual  mixed  carload  shipments  and  comparing  the 
freight  paid  upon  them  with  the  amount  that  would  have  been 
paid  under  L.  C.  L.  rates. 

G.  A.  Hoffelder,  traffic  department,  C.  B.  &  Q.,  produced  fig- 
ures purporting  to  show  that  the  live  stock  movement  as  a 
whole  was  not  paying  its  just  proportion  of  transportation  costs. 
He  also  pointed  out  what  he  believed  to  be  special  service  ren- 
dered this  class  of  freight  in  the  way  of  equipment,  loading, 
care  and  expedition. 

W.  R.  Treleaven,  general  live  stock  agent  for  the  Sante  Fe 
at  Kansas  City;  J.  H.  Grant,  chief  of  the  tariff  bureau  of  the 
N.  Y.,  C.  &  St.  L.;  M.  S.  Connelly,  assistant  freight  traffic  mana- 
ger, Pennsylvania  Lines  at  Chicago,  and  E.  L.  Kemp,  general 
carriers'  agent  at  the  Union  Stock  Yards,  Chicago,  repeated  this 
testimony  in  the  main  and  all  produced  figures  showing  the 
proportion  of  mixed  car  shipments  arriving  at  the  destinations 
with  which  they  were  most  familiar. 

W.  R.  Wildman,  traffic  department,  C.  &  N.  W.,  called  atten- 
tion to  the  fact  that  the  Commission  had,  in  the  case  of  the 
Indianapolis  Chamber  of  Commerce  vs.  Big  Four  (No.  15544), 
ruled  that  the  principal  of  highest  rate  and  highest  minimum 
was  a  reasonable  one  for  mixed  car  shipments.  Brief  date  was 
set  for  March  19. 


RATES   ON   VEGETABLE   OILS 

The   Traffic   World   Washington  Bureau 

Owing  to  the  fact  that  some  of  the  same  parties  are  com- 
plainants in  two  sets  of  cases  involving  rates  on  vegetable  oils 
and  on  raw  materials  from  which  vegetable  oils  are  expressed, 
confusion  has  arisen  as  to  the  status  of  the  two  sets  of  cases. 
One  set  has  been  reopened  for  further  hearing.  Reopening 
has  been  denied  on  the  other. 

The  name  of  the  Southport  Mills,  Ltd.,  figures  in  each  set 
of  cases.  The  name  of  the  Procter  &  Gamble  companies  also 
figures  in  the  litigation  more  than  once. 

In  the  first  set  of  cases  are  embraced  docket  numbers  10405, 
10407,  10408,  10409,  10410,  10464,  10519,  10557,  10558,  10564. 
These  cases  were  reopened  by  the  Commission  for  further  hear- 
ing on  December  8,  1920,  on  the  petition  of  the  Director-Gen- 
eral. These  cases  involved  awards  of  reparation  on  copra  and 
palm  kernel  oil,  copra  cake  and  palm  kernel  meal  from  south- 
ern points  to  northern  and  western  distinations.  The  Commis- 
sion had  awarded  reparation  on  the  basis  of  contemporaneously 
applicable  rates  on  cotton  seed  products,  and  the  petition  for 
rehearing  was  based  on  the  allegation  that  the  cottonseed  prod- 
ucts rates  were  depressed  rates.  These  cases  have  been  set 
for  rehearing  at  New  Orleans  before  Examiner  Woodrow  on 
March  25,  together  with  an  additional  docket,  No.  11974. 

The  complainants  in  these  cases,  before  they  were  re- 
opened, sued  in  the  district  court  at  Chicago  to  enforce  the 
Commission's  order  of  reparation.  The  suit  was  brought  by 
Joseph  Beek,  executive  secretary  of  the  National  Industrial 
Traffic  League,  as  assignee  of  the  complainants,  the  suit  being 
against  the  Director-General. 

The  other  Southport,  Procter  &  Gamble  and  Texas  Cotton- 
seed Crushers  cases  (Dockets  10829,  10602  and  10941)  involved 
import  rates  on  copra  from  Pacific  Coast  ports  to  southern  mill 
points  on  which  the  Commission  had  awarded  reparation  to  the 
basis  of  approximately  85  per  cent  of  the  rates  applicable  on  im- 
ported shipments  of  copra  oil.  The  Director-General  had  peti- 
tioned for  a  rehearing  on  the  ground  that,  while  the  relation- 
ship prescribed  by  the  Commission  was  proper,  the  copra  oil 
rates  were  themselves  depressed  rates,  and  therefore  repara- 
tion should  not  have  been  granted.  These  petitions  were  de- 
nied on  January  27. 

The  leading  cases  in  the  second  set  are  Nos.  10599  and 
10600.  They  are  not  involved  in  the  reopened  cases  set  down 
for  further  hearing  at  New  Orleans.  They  involve  only  rates 
on  copra,  the  raw  material  from  which  oil  is  expressed. 

The  question  involved  in  the  first  mentioned  cases  is  as  to 
whether  the  railroads  are  to  be  held  responsible,  by  way  of 
reparation,  for  discrimination  against  other  vegetable  oils  on 
account  of  the  low  rates  they  made  on  cottonseed  oil  to  induce 
movement  of  that  oil,  they  said,  at  a  time  when  the  vegetable 
oils  that  became  prominent  In  American  industrial  operations 
during  the  war  were  not  much,  if  any  kind,  of  a  factor  in  the 
problems  of  the  railroad  traffic  manager.  The  Railroad  Ad- 
ministration, at  the  rehearing,  will  undertake  to  show  why 
reparation  should  be  denied. 

APPROPRIATION   FOR  COMMISSION 

The  Senate  has  passed  the  sundry  civil  bill  carrying  the  ap- 
propriation of  $1,900,000  for  the  general  fund  of  the  Commission. 
The  measure  now  goes  to  conference. 
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LOWER  RATES  FOR  HIGHER  REVENUE 

The  Traffic   World   Washington  Bureau 

In  an  informal  way,  by  means  of  a  letter  addressed  to  George 
H  Ingalls,  chairman  of  the  traffic  executives  committee 
Official  Classification  Territory;  C.  J.  Goodyear,  traffic  manager 
of  the  Pittsburgh  Coal  Producers'  Association;  and  W.  A.  Prin 
zen  traffic  manager  for  the  Northwest  Coal  Dealers'  and  Op- 
erators' Association,  by  W.  V.  Hardie,  director  of  traffic  the 
Commission  has  said  that  it  "does  not  consider  a  railroad  which 
voluntarily  reduces  rates  for  the  purpose  of  building  up  or  ot 
maintaining  tonnage  is  necessarily  guilty  of  failure  to  make 
proper  efforts  to  preserve  the  revenues  which  are  contemplated 
under  the  transportation  act  and  in  the  report  of  this  Com- 
mtoBlon  in  Increased  Rates,  1920.  High  rates  are  of  no  value 
to  a  railroad  unless  traffic  moves  under  them. 

That  is  the  first  official  acknowledgment,  since  the  decision 
in  Ex  Parte  No  74,  that  greater  revenue  might  be  produced  by 
tower  rates.  It  to  the  first  mention  in  the  last  three  or  four 
years  of  the  idea,  that  one  test  of  the  reasonableness  of  a  rate 
is  as  to  whether  the  commodity  moves  or  does  not  move  freely 


Ue  the  letter  is  signed  by  Director  Hardie,  it  is  taken 
by  those  for  whose  information  it  was  intended  as  an  utterance 
by  the  Commission.  Director  Hardie  is  a  cautious  man.  It 
would  not  be  reasonable  to  expect  him  to  say  the  Commission 
was  of  such  an  opinion  unless  he  had  consulted  the  Commis- 
sion and  obtained  authority  to  make  the  announcement. 

The  announcement  is  regarded  as  equivalent  to  saying 
that  the  Commission  will  not  use  its  power  to  prescribe  .  mm. 
mum  rates  simply  because  a  railroad,  in  the  exercise  of  its  best 
iudgment  moves  to  reduce  rates  to  build  up  or  maintain  ton- 
nage because  it  believes  the  effect  of  the  rates  prescribed  in 
Ex  Parte  No  74  is  to  reduce  tonnage  or  prevent  its  increase. 

However,  this  opinion,  the  letter  seems  to  say,  may  not  b( 
taken  as  warrant  for  reducing  lake  cargo  coal  rates,  if  by  that 
term  is  meant  rates  on   coal  going  to  northwestern  docks   for 
distribution   therefrom   to   destinations   in   the  northwest      TI 
Commission  is  unable  to  see  any  justification  for  making  the  lak< 
cargo  coal  rates  dependent  on  whether  the  coal  is  destined  to  O 
northwest,  to  Canada,  or,  for  that  matter,  for  any  other  particu- 
lar destination.     The  letter  says  it  is  questionable  whether  c 
riers  have  the  right  to  attempt  to  regulate,  by  rate  adjustment 
the  destination  to  which  the  coal  may  move  after  it  is  delr 
at  Lake  Erie  ports. 

Apparently  the  Commission's  idea  is  that  if  rates  are  to  be 
made  to  Lake  Erie  ports  for  carriage  by  water  beyond,  the  rail- 
roads carrying  the  coal  to  such  ports  have  no  right  to  limit 
the  rates  so  as  to  control  distribution  beyond  the  end  of  their 
rails,  even  if  they  have  the  right  to  control  destination  before 
the  coal  leaves  their  rails.  It  is  believed  the  decisions  of  the 
Commission  on  that  point  would  warrant  a  less  qualified  state- 
ment because,  in  several  cases,  it  criticised  railroads  for  trying 
to  hold  traffic  on  their  own  rails  or  to  force  consignees  on  their 
rails  to  buy  in  markets  on  their  rails.  In  those  cases,  it  said, 
the  railroad  had  not  the  right  so  to  restrict  the  business  of 
shippers. 

The  question  whether  a  railroad  would  be  permitted  to  re- 
duce rates  authorized  and  practically  directed  by  the  Commis- 
sion in  Ex  Parte  No.  74  has  been  much  discussed  since  the 
volume  of  traffic  began  decreasing  in  the  latter  part  of  1920.  It 
has  been  discussed  more  by  railroad  traffic  men,  perhaps,  than 
by  railroad  executives. 

In  the  matter  of  cargo  coal  rates,  the  question  is  whether 
the  railroads  serving  West  Virginia,  Ohio,  and  Pennsylvania 
mines  will  be  able  to  make  rates  to  Lake  Erie  ports  low  enough 
to  enable  the  eastern  mines  to  compete  in  the  northwest  with 
the  coal  that  moves  all-rail  from  mines  in  Illinois  to  the  mar- 
kets in  which,  prior  to  increases  in  rates  on  coal  in  recent  years, 
they  appeared  to  have  an  unshakable  position,  with  Illinois  and 
Indiana  coal  operators  trying  to  break  in.  Prior  to  the  increases 
in  the  last  four  years,  rates  per  ton  mile  from  the  eastern  mines 
to  Lake  Erie  ports  have  been  the  lowest  in  the  country,  some 
of  the  railroads  obtaining  three  mills  or  less  a  ton  mile.  In 
formal  cases,  cost  studies  were  made  tending  to  show  that  a 
rate  from  West  Virginia  mines  to  the  ports  yielding  as  much 
as  three  mills  was  remunerative.  No  cost  studies  have  been 
submitted  since  the  big  upward  bulge  in  prices  since  1912,  or 
thereabouts,  hence  the  discussions  as  to  such  matters  have  been 
based  on  impressions  more  than  on  ascertained  facts. 

The  Hardie  letter  is  the  outcome  of  a  conference  held  be- 
tween the  director  and  traffic  men  representing  the  eastern  rail- 
roads, eastern  operators  and  a  representative  of  the  operators 
of  upper  lake  docks.  The  eastern  mine  operators  and  the 
northwestern  sellers  of  coal  have  viewed  with  alarm  the 
increase  of  the  spread,  between  all-rail  rates  from  Illinois  and 
the  cost  of  getting  coal  by  rail,  lake,  and  rail  to  the  destina- 
tions in  the  northwest.  They  have  indicated  that,  in  their  judg- 
ment, unless  rail  rates  can  be  brought  down  thirty  cents  per 
ton,  they  will  be  shut  out  of  the  northwestern  markets  by  the 
il  coal  from  nearer  mines  in  the  middle  west.  Compe- 
from  mines  in  southern  Illinois  has  been  most  felt.  In 


his  letter  to  the  traffic  men,   Mr.  Hardie  pointed  out  that  the 
increase  in  the  spread  since  January  1,  1917,  as  between  south- 
ern  Illinois   and   lake   cargo   coal   at  twenty-five   representative) 
points  in  the  northwest,  has  been  only  12.3  cents  a  ton. 

Taking  the  assertion  that  a  reduction  of  30  cents  a  ton  would 
be  needed  to  put  the  eastern  mine  operators  into  the  northwest; 
on  a  parity  with  southern  Illinois  coal,  and  the  facts  as  to: 
twenty-five  representative  points  in  the  northwest,  Mr.  Hardie 
expressed  the  opinion  that  a  restoration  of  the  spread  prior 
to  June  25,  1918,  or  prior  to  August  26,  1920,  would  not  be  of 
material  help  to  the  eastern  operators.  As  an  economic  propo- 
sition of  interest  to  eastern  carriers,  he  recognized  the  fact  that 
there  should  be  a  large  movement  of  coal  from  eastern  mines 
to  the  northwest,  but  he  also  put  it  down  as  a  fact  that  the 
only  question  with  which  the  Commission  can  deal  is  that  of 
rates  for  transportation. 

The  letter  is  as  follows:  • 

"This  will  refer  to  the  recent  conference  between  repre- 
sentatives of  eastern  coal  operators,  Lake  Superior  and  Lake 
Michigan  dock  operators  and  eastern  rail  carriers  with  the  un- 
dersigned with  respect  to  the  competition  of  Illinois  coal  and 
eastern  coal  in  the  northwest  as  affected  by  rate  changes  made 
since  January  1,  1917.  As  requested  by  the  various  parties  at 
interest,  careful  consideration  has  been  given  to  all  of  the  facts 
presented  verbally  and  in  writing  by  the  undersigned  and  the 
whole  situation  has  been  called  to  the  attention  of  the  chairman, 
who  instructs  me  to  advise  you  as  follows  in  the  premises: 

"The  changes  in  rates  since  January  1,  1917,  which  are  the 
alleged  cause  of  the  difficulties  now  confronting  the  eastern 
coal  operators  and  eastern  railroads  are  three  in  number: 
(a)  The  increase  under  the  Fifteen  Per  cent  Case;  (b)  under 
General  Order  28  of  the  Director-General,  and  (c)  under  Ex 
Parte  74  of  this  Commission. 

"The  relative  situation  of  rail  transportation  charges  on 
coal  from  the  eastern  fields  as  compared  with  Illinois  to  the 
northwest  was  in  issue  in  Ex  Parte  68,  Coal  Rates  to  the  North- 
west, which  opinion  was  rendered  in  1919  subsequent  to  all  of 
the  increases  above  mentioned  other  than  those  under  Ex  Parte 
74,  and  in  that  opinion  the  Commission  did  not  see  fit  to  recom- 
mend any  reductions  from  the  eastern  fields  or  increases  from 
Illinois.  Notwithstanding  that  that  proceeding  may  not  well 
be  considered  a  thorough  investigation  of  the  situation  or  to 
have  fixed  the  relative  reasonableness  of  the  respective  rates 
involved,  it  would  appear  that  the  situation  at  this  time  must 
be  considered  largely  from  the  standpoint  of  such  changes  as 
have  resulted  from  the  opinion  of  the  Commission  in  Ex 
Parte  74. 

"There  does  not  appear  to  be  any  fixed  or  recognized  rela- 
tionship between  the  rates  on  coal  from  Illinois  into  the  north- 
west with  the  aggregate  of  the  rail  rates  from  eastern  fields 
to  and  from  the  lake  ports.  Therefore  the  situation  before  us 
cannot  be  considered  to  be  covered  by  those  portions  of  the 
opinion  of  the  Commission  in  Ex  Parte  74  which  recommend 
the  maintenance  or  prompt  restoration  of  existing  fixed  differ- 
entials on  coal  which  would  be  disturbed  by  a  percentage  in- 
crease of  the  various  rates. 

"Analysis  of  the  exhibits  presented  indicates  that  to  25 
representative  points  in  the  northwest  the  increase  in  the 
spread  of  the  total  rail  transportation  charges  from  eastern 
fields  as  compared  with  southern  Illinois  has  been  only  12.J 
cents  per  ton.  It  having  been  definitely  stated  by  the  repre- 
sentatives of  the  northwestern  docks  and  of  the  eastern  coal 
mining  companies  that  no  reduction  in  the  spread  of  the  eastern 
mines  over  the  Illinois  mines  amounting  to  less  than  30  cents 
per  ton  would  be  of  material  assistance,  it  does  not  appear  that 
such  reductions  in  the  eastern  rates  as  would  restore  the  rela- 
tive rate  situation  existing  between  June  25,  1918,  and  August 
25,  1920,  would  avail  much  at  this  time. 

"Apparently  neither  the  railroads,  the  coal  operators  nor 
the  Commission  know  with  any  degree  of  certainty  what  los? 
in  tonnage,  if  any,  will  result  in  the  movement  of  coal  from 
the  eastern  fields  if  no  revision  in  the  rates  be  made.  Condi 
tions  have  admittedly  been  abnormal  continually  since  the  in- 
creases under  General  Order  28  and  under  Ex  Parte  74,  and 
while  there  is  a  marked  tendency  to  return  to  a  more  normal 
situation,  there  has  been  no  test  of  the  present  rates  undei 
normal  business  and  transportation  conditions.  The  Comniis 
sion  has  no  knowledge  as  to  the  costs  of  operators'  producing 
the  lake  cargo  coal  or  as  to  the  various  elements  of  cost  which 
enter  into  the  marketing  of  the  product  other  than  the  rail 
transportation  charges.  Undoubtedly  the  eastern  coal  has  in 
past  years  commanded  a  higher  price  in  the  northwest  than 
Illinois  coal,  but  whether  this  margin  is  sufficient  to  offset  tin 
difference  in  transportation  charges  is  one  which  the  Comniis 
sion  is  not  at  present  in  position  to  answer. 

"As  an  economic  proposition  it  appears  that,  considered 
from  the  standpoint  of  the  eastern  carriers,  at  least,  there 
should  be  each  season  a  very  substantial  movement  of  coal  t< 
the  Lake  Erie  ports  for  trans-shipment  by  water  to  the  north 
west,  this  tonnage  being  of  particular  importance  to  the 
eastern  carriers  because  of  the  economy  in  transportation  and 
utilization  of  cars  that  results  from  a  balanced  movement  of' 
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cargo    HS    compared    will)    the    movement    of   ex-lake    ore. 

l.ikewi-.e  it  may  be  observed  that  in  seasons  prior  to  1920  the 

. , •iiicni    KI  tin    lakes  and  thence  to  the  western  docks  has 

i  generally  heavy  in  the  early  months  of  the  season  of  navi- 

,111,  and  it  appears  important  that  there  be  co-ordination  of 

ii  the  coming  season  to  bring  about  a  return  to  such  con- 

dltioi 

"There  appears  no  merit  in  the  suggestion  that  the  relative 

.it  ion    of    the    eastern    operators    and    carriers    may    be    1m- 

>  od   by    increases    in    the   rates    from   Illinois   mines   to   the 

hwest   for   the   purpose   of  bolstering   up   the   existing   lake 

ii   rates   and   permitting  the   lake   cargo  shippers   to   retain 

their  market  in  the,  northwest  under  profitable  prices. 

"After  considering  all  of  the  facts  in  its  possession,  the 
(Vinmission  is  constrained  to  say  that,  while  desirous  of  being 
•ful  in  any  consistent  and  proper  way  in  working  out  such 
a  problem  as  this,  It  is  unable  to  offer  any  suggestion  at  this 
time  except  that  the  problem  is  one  to  be  worked  out  by  the 
lucers  and  handlers  of  the  lake  cargo  coal  and  by  the  rail- 
roads that  move  that  tonnage  to  the  Lake  Erie  ports.  How 
far.  if  at  all,  the  eastern  roads  should  go  in  reducing  rates  for 
the  purpose  of  preserving  the  tonnage  which  has  hitherto  moved 
MIS  to  be  a  matter  for  them  to  decide.  It  may,  however,  be 
observed  that  the  Commission  does  not  consider  a  railroad  which 
voluntarily  reduces  rates  for  the  purpose  of  building  up  or  main- 
taining tonnage  Is  necessarily  guilty  of  failure  to  make  proper 
efforts  to  preserve  the  revenues  which  were  contemplated  under 
ilu  transportation  act  and  in  the  report  of  this  Commission  In 
Increased  Rates,  1920.  High  rates  are  of  no  value  to  a  railroad 
unless  traffic  moves  under  them.  If  in  the  present  instance  the 
rates  are  in  fact  so  high  as  to  prevent  the  movement  of  traffic, 
it  seems  obvious  that  a  reduction  will  produce  more  revenue, 
both  gross  and  net,  than  the  present  rates.  It  may  also  be  said 
that,  based  upon  the  facts  now  before  it,  the  Commission  is  unable 
'•e  justification  for  making  the  lake  cargo  rates  dependent  upon 
whether  the  coal  is  destined  to  the  northwest,  to  Canada,  or  for 
that  matter,  to  any  other  particular  destination.  It  is  question- 
able whether  carriers  have  the  right  to  attempt  to  regulate  by 
rate  adjustment  the  destination  to  which  the  coal  may  move  after 
it  is  delivered  at  Lake  Erie." 


RATE  AND  WAGE  REVISION 

The  Traffic   World   Washington  Bureau 

Representative  Black,  of  Texas,  Feb.  14,  submitted  two  joint 
resolutions,  one  directing  the  Commission  to  review  its  deci- 
sion in  ex  parte  74  and  to  make  such  reductions  in  rates,  if 
any,  as  will  be  just  and  reasonable,  and  the  other  directing  the 
Labor  Board  to  review  its  wage  decision  of  July,  1920,  and 
make  such  reductions  as  it  may  find  just  and  reasonable.  The 
action  of  Mr.  Black  followed  his  speech  in  the  House  in  which 
he  advocated  lower  freight  rates  and  reduced  operating  ex- 
penses. The  resolution  affecting  the  Commission  says  that, 
since  its  decision  in  ex  parte  74,  there  have  been  substantial 
declines  in  the  prices  of  most  commodities,  especially  farm 
products,  and  that,  under  such  conditions,  the  increased  rates, 
fares  and  charges  are  proving  burdensome  to  interstate  com- 
merce. It  further  states  that,  because  of  the  decreased  busi- 
ness resulting  therefrom,  rates  are  not  yielding  as  large  returns 
to  carriers  as  provided  in  the  transportation  act  and  as  would 
be  yielded  by  rates  more  moderate  and  in  conformity  with 
present  prices  of  commodities. 

"Therefore,  be  it  resolved  by  the  Senate  and  House  of 
Representatives  of  the  United  States  of  America  in  Congress 
assembled,  that  the  Interstate  Commerce  Commission  is  di- 
rected to  review  its  decision  of  July  29,  1920,  and  any  subse- 
quent changes  or  modifications  thereof,  and  to  make  such  re- 
ductions, if  any,  of  the  increased  rates,  fares,  and  charges 
therein  authorized  as  in  its  judgment  will  be  just  and  reason- 
able," the  resolution  concludes. 

In  the  resolution  affecting  the  Labor  Board  it  is  set  forth 
that  it  is  to  the  interest  of  capital  and  labor  and  the  general 
public  that  agriculture  and  other  Industries,  including  trans- 
portation, be  brought  as  near  as  may  be  into  just  and  equit- 
able balance,  therefore,  "Be  it  resolved  that  the  Railroad  La- 
bor Board  is  hereby  directed  to  inquire  into  the  justness  and 

onableness  of  wages  and  salaries  of  railroad  employes  in 
the  light  of  present  conditions,  taking  into  consideration, 
among  other  relevant  circumstances  (1)  The  scale  of  wages 

1  for  similar  kinds  of  work  in  other  industries.  (2)  The 
relation  between  wages  and  the  cost  of  living,  and,  after  mak- 
ing such  inquiry,  to  make  such  reductions,  if  any,  of  the  wage 
increases  awarded  in  such  decision  of  July,  1920,  as  it  may  find 
to  be  just  and  reasonable." 

Mr.  Black  said  February  16  he  did  not  hope  to  get  action 
on  the  resolutions  at  the  present  session,  but  that  the  matter 
would  be  pushed  at  the  extraordinary  session  which  la  to  be 
called  some  time  after  March  4.  He  said  he  planned  to  confer 
with  Chairman  Esch,  of  the  House  Committee  on  interstate  and 
foreign  commerce,  to  which  the  resolutions  were  referred,  with 
a  view  to  getting  action  on  them. 

"These    resolutions   relate   to   one   of   the   most   important 


sii  nations  before  the  country  today,"  said  Mr.  Black.  "It  in 
imperative  that  something  be  done  to  relieve  existing  conditions* 
and  Congress,  if  not  at  this  session,  will  have  to  give  the  matter 
consideration  at  the  next  session." 

Speaking  In  the  House  February  16,  to  direct  further  atten- 
tion to  his  resolutions,  Representative  Black  said  the  price  of 
steel  and  coal  must  be  reduced. 

He  pointed  out  that  steel  rails  were  supplied  to  the  roads 
in  1917  at  $28  and  $30  a  ton,  whereas,  in  1920,  they  cost  the 
roads  from  $47  to  $57  a  ton. 

"Yet,  notwithstanding  this  fact,"  he  said,  "and  the  further 
fact  that  most  commodities  have  now  been  reduced  in  price, 
especially  agricultural  products,  E.  H.  Gary  announced  In  a 
statement  February  10  that  there  would  be  no  reduction  in  wages 
paid  to  steel  employes  or  in  the  price  of  steel  to  the  public. 
Among  other  things  in  his  statement  he  said: 

It  seems  to  me  that  any  manufacturer  of  steel  who  contem- 
plates reducing  selling:  prices  below  the  basis  fixed  by  the  Indus- 
trial board  in  March,  191H.  must  have  in  mind  the  Intention  of 
reducing  wage  rates  accordingly,  thereby  charging  the  difference  to 
the  working  people.  If  so,  the  manufacturer  is  wrong  and  un- 
fair, unless,  of  course,  the  present  selling  prices  are  higher  than 
they  ought  to  be,  which  would  be  unfair  to  the  consumers,  or 
wage  rates  are  higher  than  they  should  be. 

"Taking  the  profit  statement  of  the  U.  S.  Steel  Corporation 
for  1920,  and  the  last  several  years,  and  comparing  it  with  the 
profit  statement  of  1914,  the  year  the  European  War  broke  out, 
it  is  quite  evident  that  a  substantial  reduction  in  the  price  of 
steel  could  be  made  to  the  public  without  reducing  wages  of 
employes,  and  without  lowering  the  earnings  of  the  steel  cor- 
poration below  what  would  be  a  fair  and  reasonable  return. 
The  figures  cited  in  the  comparison  of  earnings  were  as  follows: 

Net  earnings  of  U.  S.  Steel  Corporation:  1914.  $71,663.615; 
1915,  $130.396,011;  1916,  $333,574,178:  1917,  $295,292,180;  1918. 
$199,350,680;  1919,  $143,589,063;  1920,  $181,247,804. 

"Recovery  in  business  and  general  prosperity  will  come 
when  everybody  gets  ready  to  do  his  part  in  the  readjustment 
and  not  before,  and  steel  and  coal  and  transportation  are  not 
doing  their  part.  Other  industries  are  having  to  carry  the 
burden.  For  example,  Bradstreet's  table  of  wholesale  prices  on 
December  1  showed  a  drop  from  the  high  point  of  February  1 
as  follows: 

Textiles  (including  raw  materials),  54.2  per  cent:  breadstuffs, 
28  per  cent;  live  stock,  19.5  per  cent;  hides  and  leather,  33.2  per 
cent;  vegetables  oils,  34.2  per  cent. 

"But  coal  and  steel  and  freight  rates  are  not  mentioned  in 
the  decline,  though  there  may  have  been  some  slight  decline 
since  these  figures  were  printed.  It  is  all  very  well  for  organ- 
ized labor  in  these  particular  industries  and  organized  capital 
to  assume  a  belligerent  attitude  and  say  they  will  not  take  any 
reduction  in  their  rates  of  wages  or  rates  of  dividends,  but 
they  will  find  they  cannot  maintain  their  position  in  the  face  of 
economic  law,  and  the  sooner  they  recognize  that  fact  and  make 
reasonable  reduction,  so  as  to  conform  to  the  general  level  of 
prices,  the  better  it  will  be  for  them  and  the  general  public. 
If  they  do  not  do  so,  then  the  iron  law  of  necessity  will  compel 
it,  but  widespread  unemployment  alid  much  hardship  will  result 
before  it  takes  place.  This  could  be  averted  by  a  wise  recogni- 
tion of  conditions  as  they  are,  and  a  sensible  conforming  to 
them." 


SAYS  RATES  MUST  COME  DOWN 

The  Traffic  World  Washington  Bureau 

"I  think  it  is  generally  agreed  that  freight  rates  must  come 
down,"  said  Representative  Black  of  Texas  In  a  speech  in  the 
House  February  9,  adding  that  operating  expenses  must  first 
be  cut.  "The  public  is  becoming  thoroughly  alive  to  that  fact, 
and  even  the  railroad  owners  themselves  as  well  as  their  em- 
ployes, are  beginning  to  realize  it.  The  question,  however,  that 
is  bothering  is  how  it  may  be  done.  Before  rates  can  be  reduced 
operating  expenses  must  come  down,  and  in  order  to  reduce  the 
operating  expenses,  the  wages  of  railroad  employes  must  be 
reduced  and  the  cost  of  coal  and  steel  to  the  railways  must 
come  down.  I  think  It  will  be  generally  admitted  that  the 
largest  items  of  the  operating  expenses  of  the  railroads  consists 
of  wages  and  the  cost  of  coal  and  steel.  It  is  unfair  that  these 
three,  items  should  remain  out  of  proportion  to  the  general 
readjusted  prices  of  the  country.  The  country  is  going  through 
a  difficult  period  and  we  can  not  have  prosperity  with  a  lopsided 
readjustment.  I  believe  that  any  fair-minded  man  will  admit 
that  the  rates  which  prevailed  at  the  time  the  railroads  were 
turned  back  to  their  owners  in  March,  1920,  were  too  low  for  a 
period  of  such  high  prices  and  were  insufficient  to  pay  the 
operating  expenses  of  the  railroads  plus  a  fair  return  to  the 
capital  invested.  So  it  was  inevitable  that  there  should  be  an 
increase  in  freight  and  passenger  rates.  I  do  not  wish  to  be 
understood  as  saying  that  the  rates  which  were  fixed  by  the 
Interstate  Commerce  Commission  were  unreasonable  at  the 
time  they  were  fixed,  but  conditions  have  changed  very  radically 
since  then. 

"The  fault  of  the  present  situation  does  not  lie  with  the  In- 
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terstate  Commerce  Commission  or  the  Railroad  Labor  Board; 
nor  does  it  lie  with  the  railroads  or  their  employes.  That  looks 
like  a  rather  broad  statement  to  make  and  will  not  be  accepted 
by  some,  because  naturally  we  like  to  find  some  one  to  make  the 
goat.  The  situation  has  been  brought  about  by  changed  condi- 
tions, which  it  would  have  been  impossible  for  anyone  to  antici- 
pate, and  these  changed  conditions  must  be  dealt  with,  and  they 
can  not  be  dealt  with  by  a  further  increase  in  the  rates  to  the 
public.  The  freight  and  passenger  traffic  already  has  all  the 
burden,  and  more  than  it  can  bear.  The  regulatory  commissions 
of  the  government,  the  Interstate  Commerce  Commission  and 
the  Railroad  Labor  Board  have  responded  to  the  needs  of  capi- 
tal and  labor  during  the  period  of  inflation  and  mounting  costs." 

Mr.  Black  said  "it  is  the  public's  turn  now,"  and  that  unless 
the  regulatory  commissions  can  regulate  in  the  interest  of  the 
public  at  the  time  that  it  is  necessary  for  them  to  do  so,  then 
regulation  is  a  failure,  "because  a  regulatory  system  that  will 
regulate  only  in  favor  of  capital  and  labor  and  not  in  the  in- 
terest of  the  general  public  would  be  a  failure  and  would  have 
to  be  discarded.  I  am  making  no  such  accusation  against  the 
Interstate  Commerce  Commission  or  the  Railroad  Labor  Board. 
I  have  no  reason  to  believe  they  will  fail  to  function  in  the 
public  interest,  now  that  the  time  is  approaching  when  necessity 
demands  that  they  do  so." 

He  said  further  that  there  must  be  a  readjustment  of 
freight  rates  because  of  the  decline  in  price  of  agricultural 
products. 

"Does  not  the  gentleman,  in  view  of  the  fact  of  the  large 
increases  in  freight  rates,  think  that  the  percentage  of  tax  in 
the  revenue  bill  on  freight  and  passenger  rates  ought  to  be 
reduced  or  ought  to  be  repealed?"  asked  Representative  Mc- 
Keown. 

"Yes,  I  do,"  replied  Mr.  Black.  "Now,  it  is  quite  clear  in 
order  for  rates  to  be  reduced,  operating  expenses  must  come 
down.  The  returns  to  the  Interstate  Commerce  Commission 
since  the  new  rates  went  into  effect  on  September  1,  1920,  show 
that  the  rates  have  earned  under  those  rates  less  than  4  per 
cent  on  their  valuation  of  $18,900,000,000,  as  fixed  by  the  Inter- 
state Commerce  Commission,  or  less  than  an  annual  rate  of 
$750,000,000  per  annum,  which  is  at  least  $200,000,000  less  than 
in  1917,  the  year  before  they  were  taken  over  by  the  govern- 
ment. Now,  I  know  that  it  has  been  said  by  some  labor  leaders, 
and  it  has  been  stated  frequently  on  the  floor  of  the  House  by 
certain  Members,  that  the  Cummins-Esch  bill  amounted  to  a 
gigantic  subsidy  to  the  railroads.  The  figures  of  the  Interstate 
Commerce  Commission  do  not  bear  out  that  statement.  The 
figures  of  the  commission  show  that  the  net  earnings  to  the 
roads  in  1917,  immediately  before  we  took  them  over,  were  con- 
siderably over  $200,000,000  more  than  they  now  are  under  the 
rate  of  increase  granted  by  the  Interstate  Commerce  Commis- 
sion, whereas  the  aggregate  amount  of  wages  paid  railroad 
employes  is  nearly  $2,000,000,000  more  than  it  was  in  1917,  when 
the  roads  were  taken  over  by  the  government.  Part  of  this 
increase  in  wages  was  granted  by  the  government  during  federal 
control  and  part  of  it  by  the  Railroad  Labor  Board,  which  was 
set  up  under  the  Cummins-Esch  law.  Now,  that  does  not  bear 
out  the  statement  that  the  Cummins-Esch  bill  amounted  to  a 
gigantic  subsidy  to  the  railroads.  The  fact  that  the  net  earn- 
ings of  the  companies  are  less  and  the  earnings  of  the  employes 
very  much  more  seems  to  completely  negative  such  a  statement. 
On  February  4  I  requested  the  Bureau  of  Railway  Economics 
to  give  me  figures  as  to  the  aggregate  amount  paid  out  for 
railway  wages  in  1917  and  in  1920,  and  here  are  the  figures: 
In  1917  the  aggregate  amount  of  wages  paid  to  the  employes 
of  railways  in  class  1  was  $1,739,482,142.  The  figures  for  1920 
are  not  yet  complete,  but  they  show  by  multiplying  the  first 
quarter  for  1920,  which  is  available  and  which  was  $795,618,330, 
by  the  four  quarters  of  the  year  that  the  aggregate  expenditure 
for  railway  wages  in  1920  will  be  approximately  $3,600,000,000. 
I  say  that  those  figures  are  arrived  at  by  taking  the  first  quarter 
which  is  available,  $795,618,330,  and  multiplying  it  by  4  and 
adding  to  that  the  $400,000,000  which  resulted  from  the  wage 
increase  in  May,  1920.  The  May  increase,  on  an  annual  basis 
was  about  '$625,000,000,  but  only  two-thirds  of  that  amount  was 
applicable  to  1920,  as  the  increase  was  in  effect  only  for  eight 
months,  from  May  1  to  December  31.  On  this  same  basis  unless 
distinct  economies  are  put  into  effect  in  1921  by  a  reduction 
of  employes  or  changes  in  working  regulations  or  reduction  in 
basis  wages,  the  aggregate  amount  of  wages  in  this  good  year  of 
921  would  not  be  less  than  $3,800,000,000,  as  against  $1  739  482  - 
142  in  1917. 

"Now,  it  must  be  apparent  to  all  that  a  pay  roll  of  such 
staggering  proportions  can  not  be  maintained  under  these  new 
and  changed  conditions.  Regardless  of  the  fact  that  most  of 
us  like  to  see  high  prices  for  farm  products  and  high  wages  for 
1  laboring  men,  it  is  conditions  which  we  must  face  and  deal 
with  and  it  is  evident  that  the  business  and  agriculture  of  the 
country  can  not  support  such  a  heavy  load  at  this  time  " 

The  price  of  coal  and  steel  is  entirely  too  high  and  must 

ome  down,  he  said.    Information  from  the  Bureau  of  Railway 

Economics,  he  said,  showed  that  the  price  paid  for  steel  rails 

917  was  slfghtly  above  $28  a  ton,  while  in  1920  the  price 


ranged  from  $47  to  $57  a  ton.  He  said  the  public  was  interested 
in  those  prices  because  if  there  was  no  way  to  hold  down 
operating  expenses  then  rates  could  not  be  reduced. 

"Does  not  the  gentleman  think  that  fixing  a  dividend  for 
the  carriers  tended  to  take  from  them  a  great  incentive  to  reduce 
wages?"  asked  Representative  Carter,  of  Oklahoma. 

This  revived  another  discussion  as  to  whether  the  trans- 
portation act  guaranteed  dividends  to  the  carriers,  Mr.  Black 
explaining  that  it  did  not.  He  said  the  statement  that  it  did 
had  been  erroneously  made  a  number  of  times.  He  said  the 
fact  that  the  act  did  not  guarantee  a  fixed  return  was  proved 
by  the  December  earnings  of  the  carriers,  the  net  return  being, 
he  said,  about  $23,000,000,  or  less  than  2  per  cent  on  their  ag- 
gregate value  as  fixed  by  the  Commission. 

"If  there  was  a  guaranty,  somebody  would  pay  the  differ- 
ence," said  he. 


REDUCED  RATES  ON  PERISHABLES 

The   Traffic   World   Washington  Bureau 

Senator  Trammel!,  of  Florida,  introduced  a  resolution  (S. 
Res.  451)  Feb.  15,  calling  on  the  Senate  interstate  commerce 
committee  to  investigate  the  present  freight  rates  being  charged 
on  citrus  fruits,  vegetables  and  other  perishable  farm  products 
with  a  view  of  recommending  legislation  looking  to  a  reduction 
in  the  rates  on  such  products.  Consideration  of  the  resolution 
went  over  under  the  rules. 

This  is  the  second  effort  made  by  the  Florida  senator  to 
bring  about  a  reduction  in  freight  rates.  He  introduced  a  bill 
recently  providing  for  amendment  of  the  rate-making  section  of 
the  transportation  act  so  that  the  net  return  would  be  changed 
from  5%  per  cent  to  4  per  cent,  his  idea  being  that  such  a  change 
in  the  law  would  bring  about  a  reduction  in  rates.  No  action  ha? 
been  taken  on  that  bill.  His  bill  provided  a  maximum  return  of 
4  per  cent  but  it  did  not  provide  for  elimination  of  the  one-half 
of  one  per  cent  which  the  law  provides  the  Commission  may 
add  to  the  5%  per  cent  and  which  it  did  allow  in  Ex  Parte  74. 


RATES  ON  IRON  ORE 


The  Traffic   World   Washington  Bureau* 

In  behalf  of  thirty -six  shippers  of  iron  ore  from  mines  in 
the  upper  peninsula  of  Michigan  to  the  upper  lake  ports,  Jear 
Paul  Muller  has  asked  for  the  suspension  of  the  tariffs  filed  b\ 
the  carriers  to  become  effective  February  25.  The  same  ore 
shippers,  some  time  before  the  tariffs  under  attack  were  filed 
entered  formal  complaint  against  the  existing  rates,  as  being 
unjust  and  unreasonable. 

Arguing  against  the  proposed  increase,  Mr.  Muller,  among; 
other  things,  said:  "That  an  increase  in  the  transportation  rates 
on  iron  ore  is  not  justified  at  this  time  by  higher  transportatior 
costs  since  the  cost  of  living  has  fallen  25  per  cent  in  the  last 
12  months  (see  report  of  Hon.  Ethelbert  Stewart,  statistician 
U:  S.  Department  of  Labor)  and  manufacturers  and  merchants 
throughout  the  country  are  offering  their  products  at  greatly  re 
duced  prices  to  attract  purchasers,  which  must  result  in  lowei 
material  and  labor  costs  to  these  respondent  carriers. 

"That  an  increase  in  the  transportation  rates  on  iron  on 
at  this  time  would  be  against  all  fundamental  economic  laws,  as 
we  are  in  the  midst  of  a  period  of  falling  markets  and  curtail 
ment  of  production  due  to  lack  of  demand  for  goods  and  serv 
ices,  for  which  condition  the  only  remedy  has  ever  been  a  pro 
gressive  reduction  in  costs  to  stimulate  trade  and  industria 
activity. 

"Can  your  honorable  Commission  conceive  a  picture  of  th< 
success  attending  the  efforts  of  a  department  store  advertising 
in  these  days  that  because  its  business  has  fallen  off  and  it  need: 
greater  revenue  it  will  conduct  a  sale  at  prices  increased  by  li 
per  cent?  Yet,  absurd  as  it  may  seem,  this  is  precisely  th< 
position  assumed  by  the  respondent  carriers. 

"The  iron  and  steel  industry  is  one  of  the  basic  industries  o. 
the  nation  whose  current  condition  affects  directly  and  indi 
rectly  such  a  large  proportion  of  all  other  industries  that  it  be 
comes  of  relatively  greater  importance  in  the  economic  recon 
struction  now  in  progress,  and  an  increase  in  the  cost  of  iron  am 
steel  at  its  source,  multiplied  as  manufacture  progresses,  car 
only  have  the  effect  of  still  further  retarding  the  resumption  o 
operation  by  the  many  plants  now  inactive,  while  a  reduction  ii 
present  rates,  asked  for  by  your  petitioners  in  I.  C.  C.  12071,  i; 
certain  to  lead  to  greater  activity  in  the  iron  and  steel  Indus 
try  and  benefit  not  only  the  carriers  immediately  concerned 
through  greater  tonnage  hauled,  but  the  carriers  throughout  the 
country  through  the  revival  of  trade  and  industrial  activity  pro 
duced  by  lower  costs." 

M.  &  O.  LOAN 

The   Mobile   &    Ohio   Railroad   Company   has   obtained   per 

mission  from  the  Commission  to  repledge  not  to  exceed  $500. 

0  of  its  St.  Louis  division  5  per  cent  gold  bonds  as  seem  it: 

for  a  loan  or  loans  not  to  exceed  $500,000  to  be  represente< 

by  short  term  notes  of  less  than  two  years'  maturity. 
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INTRASTATE  RATE  ADVANCES 

\   cnnlVrence  of  attorneys-general  and  rate  counsel  of  the 

i  stales  having  cases  pending  before  the  Interstate  Com- 

Commission   in  which  the  Commission  is  proceeding  to 

alliance  state  rates,  or  having  litigation  pending  in  the  courts 

IK  out  of  orders  lately  made  by  the  Commission  attempting 

nice  staii'  rates,  was  held  at  the  office  of  John  E.  Benton, 

•I    solicitor   of   the   National    Association    of   Railway   and 

;es  Commissioners,  in  Washington,  February  16  and  17,  to 

i    pending  rate  litigation  and  whether  they  should  file  a 

in  the  Wisconsin  rate  case,  which  is  in  order  to  be  argued 

in  tin'  United  States  Supreme  Court  on  February  28. 

Attorneys-general  or  state  counsel  were  present  in  person 
or  by  representative,  or  sent  written  approval  of  the  objects  of 
inference,  representing  the  states  of  New  York;  North 
Carolina,  Soutli  Carolina,  Florida,  Ohio,  Indiana,  Illinois,  Michi- 
gan. Wisconsin,  Iowa,  Kansas,  Missouri,  Louisiana,  South  Da- 
kota. Xehraska,  Texas,  Montana,  Utah,  Nevada  and  Arizona. 

It  was  unanimously  determined  by  the  conference  to  file  a 
joint  brief  in  (he  Wisconsin  case  together  with  the  state  com- 
missions represented  by  Mr.  Benton. 

The  following  statement  was  issued  by  the  conference: 
"The  attorneys-general  and  counsel  present  severally  repre- 
atrs   whose   sovereign   rights   to   regulate   their  own   in- 
ternal commerce,  and  the  rates  and  charges  imposed  upon  the 
public   for   transportation   of   the   same,   have   been   already   in- 
i  ailed,  or  are  now  threatened  with   invasion,  under  the   trans- 
portation act  of  1920.     It  is  their  duty  to  enforce  the  laws  of 
espective  states,  and  to  protect  their  peoples  in  the  en- 
joyment of  those   rights   and   powers   which   were    reserved    to 

state  under  the  federal  constitution. 

"They  believe  that  the  transportation  act  of   1920,   under 
which  the  Interstate  Commerce  Commission  claims  to  exercise 
swer  to  set  aside  state  statutes,  and  orders,  rules  and  regula- 
tions in  force  under  state  laws  ought  to  be  declared  unconstitu- 
tional for  the  following  among  other  reasons: 

"1.    As   constructed  by   the   Commission,   it   is  destructive 
of  our  dual  form  of  government  and  contrary  to  the  spirit  of  our 
titutions.      From    the    very    formation    of    the    government 
there  has   been  no   question   as   to   the   constitutional    right   of 
the  people  of  the  several  states  to  control  purely  intrastate  traf- 
This  principle  was  upheld  by  John  Marshall  and  has  been 
uniformly  admitted   by  all   the   courts  of  the  United   States   to 
time.     The   construction   placed   upon   the   Transportation 
,  if  sustained  by  the  Supreme  Court  in  the  Wisconsin  case, 
II  overturn   this  established   principle  of  constitutional   law, 
11  centralize  in  a  body  of  eleven  men  sitting  in  Washing- 
power  over  the  entire  commerce  of  the  United  States,  both 
iterstate   and    intrastate.     This   is   not   only   economically   un- 
sound, but  it  is  violative  of  fundamental  law. 

"2.    It  prescribes  a  fixed  return  on  railroad  capital  regard- 
«  of  business  conditions.     Under  such  a  law,  if  prices  fall 
traffic  grows  less,  railroad  rates  increase.     The  Commission 
ommanded  to  make  rates  that  will  yield  a  fixed  return  with- 
•.  regard  to  the  value  of  the  transportation  service  rendered. 
Under  the  group  plan  it  commands  the  Commission  to 
n  aggregate  value  and   make   rates  that  will  yield   in  the 
?gate  the  fixed  return  thereon.     The  worthless  roads  of  the 
,    ill-considered    ventures,    duplicated    lines,    speculative 
erprises,   roads   that  have  served  their  useful   purpose  and 
lived  the   industries  that  once  justified  their  construction — 
that  perform  no  sufficiently  useful  service  in  the  actual 
vement  of  traffic  to  enable  them  to  earn— are  valued  with  the 
,  and  the  roads  that  can  earn,  because  they  are  the  high- 
's of  commerce  and  traffic  must  move  over  them  if  it  moves 
all,  regardless  of  the  rate  imposed,  are  given  by  this  law  the 
:  to  earn  on  their  own  value  and  the  values  attributed  to 
other  roads  as  well.    In  the  exact  words  of  the  Act,  this  will 
ible  such  carriers  'to  receive  a  net  railway  operating  income 
tantially  and  unreasonably  in  excess  of  a  fair  leturn  upon 
value  of  their  railway  property.'     One-half  of  the  unreason- 
excess  is  to  be  taken  by  the  government,  to  be  loaned  to 
•s  or  expended  for  equipment  to  be  leased  to  them.     The 
that  the  government  thus  takes  is  an  unjust  tax  to  be  ex- 
1  for  a  selected  class.    The  half  that  carriers  are  permitted 
9  is  in  excess  of  the  fair  return  they  are  entitled  to  by  the 
>mon  law.     Both  the  half  which  nominally  goes  to  the  gov- 
lent  and  the  half  that  the  carriers  keep  represent  an  excess 
laid  on  shippers,  whose  right  to  a  fair  rate  under  the 
ution  is  equal  to  the  carrier's  right  to  a  fair  return  on  its 
Because  the  law  aims  to  compel  carriers  to  disregard 
t  violates  again  the  fundamental  law. 

"For  these  and  other  reasons  the  public  officials  here  repre- 

deem  it  their  duty  in  the  first  case  before  the  United 

Supreme  Court  involving  the  Transportation  Act  to  chal- 

both  the  construction  which  the  Commission  has  placed 

Jn  the  Act  and  its  constitutionality  as  well." 

Those  who  attended  the  conference  were:    Attorney  General 

Jibson  of  Iowa;  Attorney  General  Myrton  Wiley  of  Michi- 

ttorney   General   W.   J.   Galbraith   of   Arizona:"   Attorney 

Wai  C.  M.  Cureton  of  Texas;  A.  E.  Helm,  Commerce  Counsel 


Kansas;  Attorney  General  H.  J.  Hopkins  of  Kansas ;  Assistant 
Attorney  General  Hugh  La  Master  of  Nebraska;  Attorney  Gen- 
eral L.  B.  Fowler  of  Nevada;  James  E.  Calkins,  rate  counsel  of 
Florida;  Geo.  L.  Meade,  Deputy  Attorney  General  of  New  York; 
State  Power  Destroyed 

"It  is  needless  to  observe  that  if  these  orders  are  valid,  state 
power  of  regulation  of  intrastate  rates  has  been  destroyed,"  said 
John  E.  Benton,  general  solicitor  of  the  National  Association  of 
Railway  and  Utilities  Commissioners,  in  a  bulletin  to  state  com- 
missions, Feb.  15,  referring  to  recent  intrastate  rate  decisions  of 
the- 1.  C.  C.  He  said: 

"The  extent  of  the  power  claimed  by  the  Interstate  Com- 
merce Commission  under  its  construction  of  the  law  as  it  now 
.stands  may  be  indicated  summarily  as  follows:  It  claims  the 
right  to  advance  intrastate  rates  without  reference  to  the  effect 
of  such  rates  on  persons  or  localities  engaged  in  interstate  com- 
merce, and  without  reference  to  whether  they  already  yield  a 
fair  return  on  the  value  of  the  property  devoted  to  transporta- 
tion within  the  state  where  in  force.  In  the  New  York  case, 
where  the  state  commission  had  power  to  increase  the  statutory 
fare,  but  no  application  complying  with  the  law  had  been  made 
to  the  Commission,  the  Federal  Commission,  nevertheless,  ad- 
vanced all  rates  within  the  state,  except  commutation  fares.  In 
the  Illinois  freight  rate  case  it  ordered  set  aside  the  state  com- 
mission's carefully  worked-out  schedule,  which  permitted  an 
average  advance  of  35  per  cent,  and  yielded  more  than  a  6  per 
cent  return,  and  ordered  a  horizontal  increase  of  40  per  cent 
throughout  the  state,  even  on  lines  where  interstate  rates  had 
been  advanced  only  35  per  cent  or  less.  It  is  now  proceeding 
to  review  intrastate  commutation  fares  in  and  about  Chicago. 
In  the  Arkansas  case  it  again  held  it  optional  with  carriers 
whether  they  will  first  apply  to  a  state  commission  having  juris- 
diction to  grant  increases  before  applying  to  the  Federal  Com- 
mission. In  the  South  Carolina  case  the  Commission  even  went 
so  far  as  to  prescribe  minimum  passenger  fares  and  a  15-cent 
conductor's  penalty  charge,  without  rebate,  to  be  paid  by  pas- 
sengers without  tickets.  In  all  cases  thus  far  decided  state-wide 
advances  have  been  ordered  without  consideration  of  particular 
rates,  placing  upon  state  authorities  the  burden  of  seeking  and 
showing  cause  for  modification,  in  the  case  of  rates  that  ought 
not  to  be  thus  advanced.  In  all  cases  orders  have  been  made 
'to  remain  in  force  until  the  further  order  of  the  Commission.' " 

Mr.  Benton  referred  to  particular  intrastate  rate  situations 
as  follows: 

"Nebraska  Rates,  Fares  and  Charges — Injunction  Asked  for 
by  State:  In  this  case  the  Commission  yesterday  issued  an 
order,  dated  January  27,  advancing  all  Nebraska  intrastate 
freight  and  passenger  rates  by  percentages  corresponding  to 
those  authorized  in  Ex  Parte  74,  expressly  rejecting  the  state's 
contention  that  if  the  25  per  cent  freight  increase  allowed  by 
the  state  commission  would  yield  6  per  cent  on  the  value  of 
Nebraska  carriers  the  rate  could  not  be  found  discriminatory. 
The  state  authorities  yesterday  applied  to  the  Nebraska  court 
for  an  injunction  restraining  the  increases  ordered.  The  carriers 
on  the  same  day  applied  to  the  federal  court  to  restrain  state 
authorities  from  any  action  to  interfere  with  performance  of 
the  federal  order.  The  action  of  the  state  has  precedence  in 
point  of  time.  The  court  denied  a  temporary  restraining  order, 
and  set  the  case  for  argument  February  21st.  A  copy  of  the 
order  of  the  Federal  Commission  is  herewith  enclosed  to  each 
commission. 

"Injunction  Against  I.  C.  C.  Rates  in  Michigan*  In  Michigan 
on  the  day  the  order  of  the  Federal  Commission  was  made,  the 
state  authorities  procured  from  the  Michigan  court  an  injunction 
to  prevent  the  increased  rates.  Carriers  are  attempting  to  trans- 
fer the  action  to  the  federal  court,  but  so  far  without  success. 

"Illinois  Passenger  Fare  Cases  In  the  suit  brought  by  the 
Attorney  General  of  Illinois  in  the  federal  court  in  Illinois  to 
set  aside  the  order  of  the  Federal  Commission,  arguments  on 
the  continuance  of  the  temporary  injunction  pending  final  de- 
cision were  to  be  heard  in  Chicago  yesterday.  I  am  glad  to  ad- 
vise that  Hon  J.  H.  Wilkerson,  lately  chairman  of  the  Public 
Utilities  Commission  of  Illinois,  has  been  appointed  First  Assis- 
tant Attorney  General,  and  will  be  charged  with  responsibility 
for  the  pending  Illinois  rate  litigation.  This  makes  certain  its 
most  able  conduct  on  behalf  of  the  state. 

"Brief  in  Wisconsin  Passenger  Fare  Case:  As  stated  in  my 
bulletin  of  February  1st,  I  intend  to  ask  leave  to  file  a  brief 
amicus  curiae  in  this  case,  now  in  order  to  be  argued  February 
28th.  This  I  shall  do  in  obedience  to  instructions  from  the  Liti- 
gation Committee  of  this  Association  to  exercise  my  discretion  as 
to  intervention  in  any  case  involving  the  powers  of  state  commis- 
sions. I  intend,  however,  to  file  the  brief  only  on  behalf  of  com- 
missions which  authorized  a  brief  in  their  behalf  before  the 
Federal  Commission  in  the  New  York  case,  and  of  such  other 
commissions  as  may  desire  to  be  joined.  If  any  commission 
named  on  the  brief  in  the  New  York  case  desires  not  to  be  named 
on  this  brief,  or  any  commission  not  named  on  that  brief  desires 
to  be  named  on  this  brief,  it  should  instruct  me  by  wire  or  letter 
accordingly. 

"New  York  Passenger  Fare  Cas«:    In  the  suit  brought  by  the 
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Attorney  General  of  New  York  in  the  federal  court  in  New  York 
to  set  aside  the  order  of  the  Interstate  Commerce  Commission, 
a  healing  will  be  held  upon  an  application  for  a  temporary  in- 
junction to  restrain  enforcement  of  the  order  at  Norwick,  N.  Y., 
on  the  19th  instant.  It  is  my  present  purpose  to  take  part  in  the 
argument  on  behalf  of  commissions  represented  in  the  New  York 
case  before  the  Interstate  Commerce  Commission." 

The  Public  Service  Commission  of  Missouri  has  extended  its 
order  permitting  railroads  to  advance  passenger  and  freight 
charges  on  intrastate  traffic  in  the  same  percentage  amounts  as 
fixed  by  the  Commission  in  Ex  Parte  74  to  September  1,  1921. 
The  original  order  expired  at  the  end  of  six  months  from  Sep- 
tember 1,  1920.  All  increases  were  authorized  with  the  excep- 
tion of  those  on  low  grade  commodities,  such  as  coal,  sand,  etc. 
The  order  provides  that  at  the  expiration  of  the  order,  unless 
otherwise  stipulated,  the  rates  in  effect  Feb.  29,  1920,  shall  be- 
come operative.  The  state  commission  said  that  the  increases 
authorized  in  the  original  order  had  not  produced  gross  revenues 
sufficient  to  pay  all  operating  expenses,  taxes,  depreciation  and 
a  sum  sufficient  for  a  reasonable  return  upon  the  value  of  the 
property  devoted  to  transportation. 

A  permanent  injunction,  restraining  the  state  of  Illinois 
from  interfering  with  the  collection  of  the  3.6  cents  a  mile 
granted  on  intrastate  rates  in  Illinois  by  the  Interstate  Com- 
merce Commission,  was  granted  the  railroads  by  Federal  Judges 
Baker,  Page  and  Carpenter  in  the  District  Court  of  Appeals, 
February  15.  The  decision  makes  permanent  the  injunction 
granted  by  Judge  Carpenter  November  30,  1920. 


JURISDICTION  OVER  STATE  COMMERCE 

The   Traffic   World   Washington  Bureau 

Senator  Kenyon,  of  Iowa,  has  announced  that  he  will  pre- 
pare an  amendment  to  the  transportation  act  making  it  clear 
that  the  jurisdiction  of  the  Interstate  Commerce  Commission 
does  not  extend  to  regulation  of  intrastate  commerce  which  was 
exercised  by  the  several  states  prior  to  the  passage  of  that  act. 

"It  seems  to  me  that  the  act  expressly  and  in  terms  covers 
the  situation,  but  as  the  question  has  arisen  the  matter  should 
be  cleared  up,"  said  he. 

The  resolution  of  the  Iowa  legislature,  to  which  reference 
was  made  in  The  Traffic  World  of  February  12,  protesting 
against  the  I.  C.  C.  interpretation  of  the  transportation  act  and 
its  assumption  of  authority  over  intrastate  commerce  there- 
under, has  been  submitted  to  the  Senate  by  Mr.  Kenyon. 

This  is  the  first  resolution  protesting  against  federal  regu- 
lation of  intrastate  commerce  to  reach  Congress  from  any  state 
legislature,  although  similar  resolutions  are  pending  in  several 
state  legislatures. 

The  Iowa  resolution  follows: 

Whereas,  The  recent  decision  of  the  Interstate  Commerce  Com- 
mission in  the  Illinois  Rate  Case  interprets  the  Esch-Cummins  act  as 
giving  them  complete  authority  over  the  railways,  the  entire  field  of 
transportation,  the  traffic  itself,  and  all  the  instrumentalities  and 
means  of  carrying  it  on;  and 

Whereas.  It  means  that  the  laws  of  the  states  and  their  officers 
arc  defied  and  that  the  Interstate  Commerce  Commission  has  assumed 
exclusive  authority  over  the  railways;  and 

Whereas,  Wheat,  corn,  live  stock,  and  all  farm  products  are  being 
marketed  at  a  heavy  loss  to  the  farmer;  and 

Whereas,  The  freight  and  passenger  rates  are  already  burdensome 
to  the  producers  and  consumers,  with  the  likelihood  that  the  railroads 
will  ask  for  further  increase  in  rates,  with  no  consideration  appar- 
ently having  been  given  in  the  recent  raise  in  rates  as  to  the  low  cost 


it   unwise   to  confer  upon   the   Interstate   Commerce   Commission   the 
Ki-eatest  power  ever  given  to  a  body  of  men  in  peace  times:     There- 


g 

fore  be  it 


Resolved   by   the   Senate    (the   House   concurring)    of  the   Thirty  - 
t,?i«nSrtm;'       Ass.embl>\  That  we  call  upon  Congress  to  so  amend  the 
'rtation   act  and   in   such   plain   language   that  the  authority   of 


m»in8.   i     H°Ve-^mtrastate  trafflc  in  their  respective  terrieories  will  be 
further  a"  opportunity   for  misinterpretation;    and   be   it 

<51Ve<?'  Th4  £  copy  of  this  resolution  be  sent  to  each  United 
Senator  and  Congressman  from  Iowa. 


JURISDICTION   OVER  ABANDONMENT 

The  Traffic  World  Washington  Bureau 

The  attention   of  state  commissions   to   a   case   pending   in 

elative    to   the   proposed   abandonment   of    the   Eastern 

Railroad,   authorization  therefor  having  been   given   by 

nterstate  Commerce  Commission,  is  called  by  John  E   Ben- 

neral   solicitor   of  the   National   Association   of    Railway 

I  Utilities  Commissioners,  in  a  bulletin.     The  constitutional- 

the  provisions  of  the  transportation  act  giving  the  Com- 

ton  said-"  °n  Jn  SU°h  ''aK"S  1S  at  iSS"e  in  the  ca*e'  Mr  Bpn- 

"Through  the  courtesy  of  Attorney-General  Cureton  of  Texas 

^Pr  fn  ^  t0,8enl herewith  to  each  commission  a  copy  of  his 

C  Rai  ™  f  »cllon.l"*'>n  ^  the  Eastern  Texas  Railroad  against 

S  ate"   IJismcrr^T11  n    TeX3S  and  himself  in  the  ***** 


to  maintain  and  operate  a  railroad  in  accordance  with  the  laws 
of  that  state. 

"Several  months  ago  the  carrier  named  filed  with  the  fed- 
eral commission  a  petition  for  a  certificate  of  convenience  and 
necessity  permitting  it  to  abandon  the  operation  of  its  road,  lying 
wholly  within  the  State  of  Texas,  under  the  provisions  of  para- 
graphs 18-20  of  the  Interstate  Commerce  Act,  as  amended  by  the 
Transportation  Act  of  1920.  A  hearing  was  held  upon  the  peti- 
tion, at  which,  however,  the  Texas  authorities  made  no  appear- 
ance. The  certificate  was  granted.  In  the  meantime  the  attor- 
ney-general of  Texas  had  procured  from  the  District  Court  of 
Travis  County,  Texas,  a  temporary  injunction  restraining  the 
carrier  from  abandoning  the  operation  of  its  road.  The  carrier 
has  attempted  to  transfer  the  injunction  suit  to  the  federal  court. 

"After  the  certificate  of  convenience  and  necessity  was  grant- 
ed by  the  federal  commission,  the  carrier  began  the  action  in 
which  the  answer  now  distributed  was  filed.  It  will  be  noted 
that  the  answer  of  the  attorney-general  puts  in  issue  the  con- 
stitutionality of  the  provisions  of  the  transportation  act  which 
attempt  to  vest  in  the  federal  commission  exclusive  authority  to 
authorize  abandonment  of  the  operation  of  roads  engaged  In 
interstate  commerce." 

In  his  answer,  Attorney-General  Cureton  contends  the  Com- 
mission was  without  authority  to  issue  the  certificate  authorizing 
the  abandonment  of  the  line  and  that  the  part  of  the  transporta- 
tion act  under  which  the  Commission  "acted  is  unconstitutional. 
The  order  of  the  Commission,  it  is  contended,  is  confiscatory  of 
the  contract  rights  of  the  state  of  Texas. 


RATES  ON  VEGETABLE  OILS 

Hearing  in  No.  12061,  Wilson  &  Co.,  Inc.,  et  al.  vs.  Director- 
General;  12038,  Morris  &  Co.  vs.  Director-General;  and  Cudahy 
Packing  Company  vs.  Director-General,  no  docket  number  as- 
signed, was  held  before  Examiner  Bronson  Jewell  in  Chicago, 
February  14.  The  complaints  in  these  cases  are  identical  in 
that  they  allege  the  import  rates  on  soya  bean,  cocoanut  and  pea- 
nut oils  from  Pacific  coast  ports  to  points  in  group  D  were  un- 
just and  unreasonable  to  the  extent  that  they  exceeded  90  cents. 
Reparations  are  requested. 

The  period  covered  in  the  complaints  extends  from  July  1, 
1918,  when  the  rate  on  these  oils  for  the  haul  mentioned  was 
raised  from  90  cents  to  $1.12%  under  General  Order  28,  to  May 
29,  1919,  when  it  was  reduced  to  90  cents.  R.  R.  Hargis,  assist- 
ant traffic  manager  for  Wilson  &  Co.,  compared  the  rates  on 
other  commodities  from  the  Pacific  coast  into  the  territory  under 
complaint  and  said  that  these  oils  yielded  a  larger  per  ton  mile 
earning  than  any  other  commodity  except  dried  fruits,  even  un- 
der a  90-cent  scale.  He  pointed  out  that  the  rate  on  alfalfa 
meal  was  62%  cents  with  a  minimum  loading  of  50,000  pounds. 
Vegetable  oils,  he  said,  loaded  to  an  average  of  61,754  pounds. 
In  comparing  the  rates  on  refined  petroleum,  which  carries  the 
same  rate  as  vegetable  oils,  the  witness  pointed  out  that  the 
loading  was  much  lighter  and  that  the  hazards  of  the  haul  were 
much  greater  on  the  refined  petroleum. 

E.  J.  Bachman,  rate  department,  Morris  &  Co.,  complained 
particularly  over  the  fact  that  the  differential  of  five  cents  be- 
tween Chicago  and  New  York,  which  had  existed  under  the  old 
55-cent  rate,  no  longer  held  good.  He  said  that  if  it  had  been 
preserved  it  would  now  be  much  greater  owing  to  the  various 
percentage  increases. 

P.  P.  Hastings,  appearing  for  the  Director-General,  said  that 
the  differential  had  been  in  effect  long  ago  because  most  of  the 
western  lines  reached  Chicago  over  their  own  rails  and  could 
not  make  satisfactory  arrangements  with  the  eastern  lines.  He 
declared  that  the  rates  on  vegetable  oils  to  the  east  had  always 
been  depressed,  due  to  the  competition  of  an  all-water  route  and 
the  competition  of  a  rail-and-water  route  via  the  Gulf  ports. 

In  the  main,  however,  the  defense  depended  on  a  copy  of 
Mr.  Hastings'  testimony  in  the  case  of  Swift  &  Co.  vs.  Director- 
General,  No.  11560,  now  pending.  This  case  is  the  same  in  issue 
as  the  three  being  heard,  and  opposing  counsel  asked  that  a 
request  to  have  all  four  come  up  for  oral  argument  at  the  same 
time  be  included  in  the  records.  Brief  date  was  set  for  March 
16. 


ORDER    OF    REPARATION 

An  order  of  reparation  calling  for  the  payment  of  about 
44,000  to  the  complainant  has  been  made  in  No.  9086,  Channel 
Chemical  Co.  vs.  Atchison,  Topeka  &  Santa  Fe.  et  al.,  on  account 
of  unreasonable  rates  on  floor  varnish,  floor  oil  floor  mops  and 
mop  handles.  Of  that  amount,  $28,382.31  is  to  be  paid  by  the 
Director-General.  The  opinion  in  the  case  was  issued  some  time 
ago. 


LOAN  TO  NORFOLK  SOUTHERN 

The  Commission  has  approved  a  loan  to  the  Norfolk 
Southern  Railway  Company  of  $311,000  to  aid  the  carrier  in  pro- 
viding itself  with  equipment  and  in  making  additions  and  better- 
ments to  way  and  structures  at  a  total  estimated  cost  of  $622  000. 
The  carrier  itself  is  required  to  finance  about  $311,000  to  meet 
the  loan  of  the  Government. 


r»bruarj    1:1.  1921 


THE    TRAFFIC     WORLD 


397 


BILL  OF  LADING  ARGUMENTS 

Tin  Traffic  World  Washington  Burtau 

nmonts  on  the  through  export  bill  of  lading  part  of  No. 
4844,  the  general  bill  of  lading  case,  were  made  notable  by  the 
fact  that  on  February  10,  for  the  first  time  in  the  history  of  the 

•Mission,  the  trans-Atlantic  steamship  lines  took  part  In  a 

before  the  body  that  regulates  the  railroads,  and  which,  by 

tin-  amendment  to  section  25  of  the  interstate  commerce  law  at 

last  session  of  Congress,  has  received  possibly  the  shade  of 
omtrol  over  what  the  trans-oceanic  ships  do  while  they 

in  American  ports  and  undertaking  to  handle  freight  brought 
10  those  ports  by  American  railroads.  They  were  represented 

R,  II.  Hupper,  to  whom  was  assigned  half  the  time  devoted 

the  Commission  at  the  morning  session  of  that  day,  to  the 
through  export  bill  of  lading  form  suggested  by  the  parties  in 
interest.  He  said  there  was  nothing  in  the  law  requiring  the 
trans-Atlantic  lines  to  appear,  other  than  the  mandate  in  sec- 
25,  requiring  the  inland  carriers  to  issue  through  export 
bills  of  lading.  He  said  the  lines  were  interested  in  the  form 
of  the  bill  to  be  issued  because  it  is  presupposed  that  the  ocean 
carriers  will  join  in  such  a  bill. 

Before  Mr.  Hupper  took  up  the  discussion  from  the  point 
of  view  of  the  ocean  carriers,  Henry  Wolf  Bikle,  for  the  eastern 
linos,  and  Claudian  B.  Northup,  for  the  southern  lines,  put  for- 
ward the  view  that  the  shippers,  in  their  proposals,  were  trying 
to  force  a  connection  between  the  inland  and  ocean  carriers  such 

lie  Carmack  amendment  has  forced  on  railroads.    They  con- 

I  that  there  could  be  no  such  hooking  up  of  the  two  kinds  of 
carriers  and  that  there  should  not  be,  even  if  it  were  possible, 

uise  there  was  a  period  between  the  two  kinds  of  transpor- 
tation during  which  the  railroad  should  not  be  asked  to  bear 
common  carrier  liability  because  it  has  finished  its  task,  and, 
>ir.  Xorthup  expressed  it,  was  acting  merely  as  a  messenger 
for  the  shipper  and  the  steamship,  which  he  contends  is  the 
agent  of  the  shipper  for  further  transactions.  While  the  goods 
were  at  the  port,  they  contended,  the  liability  of  the  carrier 
should  be  merely  that  of  a  warehouseman.  Mr.  Northup  argued 
that  there  should  be  a  definite  time  when  the  liability  of  the 
carrier  should  be  converted  from  that  of  common  carrier  to  that 
of  warehouseman,  but  he  protested  against  using  demurrage  rules 
to  indicate  how  long  the  common  carrier  liability  should  con- 
tinue at  the  port.  Demurrage  and  common  carrier  liability  at 
port  are  two  different  things  and  that  mentioning  demurrage 
rule  as  a  measure  for  the  time  during  which  common  carrier 
liability  should  continue  is  a  curious  confusion  of  two  non-com- 
parable things. 

Mr.  Hupper  said  the  steamship  lines  desired  agreement  on 
a  uniform  bill  which,  he  intimated,  was  not  as  easy  to  procure 
as  might  be  imagined  because  the  foreign  steamship  lines,  com- 
petitors of  the  American  lines,  could  be  compelled  or  even  con- 
strained to  take  as  great  an  interest  in  the  matter  as  has  been 
shown  by  the  American  trans-Atlantic  lines. 

"There  are  no  rank  points  of  difference  between  ourselves 
and  our  competitors,"  said  Mr.  Hupper,  "or  between  ourselves 
and  the  shippers.  We  want  a  bill  acceptable  to  all.  I  am  not 
going  to  discuss  the  power  of  the  Commission  in  this  matter. 

are  here  to  get  an  agreement  if  possible.  In  our  negotia- 
tions with  the  National  Industrial  Traffic  League  we  got  down  very 
close  to  an  agreement.  We  found  the  shippers  entirely  reason- 
able. There  are  a  few  points  of  difference  on  which  there  can 
be  an  honest  difference  of  opinion.  We  think  shippers  are  ask- 
ing for  a  little  more  than  the  law  entitles  them  to  receive. 

"This  thing  of  through  bills  of  lading  is  not  a  new  matter. 
There  have  been  through  export  bills  for  many  years,  the  form 
now  in  use  being  the  result  of  conferences  begun  in  1919." 

Answering  a  question  by  Commissioner  Hall,  Mr.  Hupper 
said  the  form  now  in  use  covered  the  shipment  from  the  inland 
point  or  origin  to  final  destination,  which  often  is  also  an  inland 
point,  in  the  foreign  country. 

"Risks  about  which  shippers  have  been  talking  constitute* 
largely  an  academic  question.  Usually  goods  are  sent  C.  I.  F. 
and  the  exporter  has  no  Interest  in  them.  In  the  case  of  loss 
the  consignee  collects  from  the  insurance  company  or  the  steam- 
ship company.  There  are  only  five  or  six  points  of  importance 
in  the  list  of  differences.  Among  them  are: 

"(1)  Notice  in  cases  where  goods  cannot  go  forward  as 
routed.  Giving  notice  is  not  a  part  of  carrier  duty.  We  are 
willing  to  give  notice  to  the  consignee  if  named,  or  to  the  con- 
signor if  the  consignee  is  not  named.  Only  one  of  them  Is  finan- 
cially interested,  and  we  object  to  being  required  to  give  notice 
to  both. 

"(2)  General  exception  clause  with  regard  to  'Loss,'  'Dam- 
or  'Delay.'  This  clause  does  not,  as  so  many  shippers 
seein  to  think,  except  from  loss  or  damage  arising  from  negli- 
gence. The  Harter  Act  says  nothing  in  a  bill  of  lading  shall  be 
construed  as  exempting  us  from  liability  In  case  of  negligence. 
The  League's  proposal  tries  to  force  us,  in  every  case,  to  show 
we  were  not  negligent.  It  is  a  new  clause  that  is  proposed  and 

t.  be  construed;  which  means  that  there  must  be  litigation 
over  something  now  governed  by  a  well-established  rule.  It 
seems  to  us  that  the  safe  thing  to  do  Is  to  stand  by  the  estab- 
lished rule. 


"(3)  The  $100  clause.  The  League  asks  that  unless  other- 
wise specified  we  be  liable  for  $250  in  the  case  of  the  loss  of 
a  package.  That  is  based  upon  the  fact  that  goods  and  freights 
have  gone  up.  It  is  also  a  fact  that  goods  are  coming  down 
and  freight  rates  have  collapsed  to  such  an  extent  that  many 
ships  are  tied  up,  and  nobody  needs  accept  that  released  value 
of  $100.  The  League  is  endeavoring  to  put  a  higher  liability 
upon  us  without  any  greater  expense  to  the  shipper.  Most  of 
the  shipments  are  covered  by  pilferage  Insurance  and  claims  are 
largely  made  nowadays  by  underwriters.  I  don't  blame  them 
for  that,  but  It  would  not  be,  It  seems  to  me,  of  any  particular 
benefit  to  shippers. 

"(4)  Local  port-to-port  bills  limitation,  'Not  inconsistent 
herewith  or  inconsistent  with  the  laws,  rules  and  regulations  at 
ports  of  destination.'  This  does  not,  as  has  been  suggested,  nullify 
this  bill  of  lading;  it  merely  means  that  the  typhoon  clause 
shall  be  Incorporated  in  bills  of  lading  covering  shipments  to 
the  Orient,  the  boca  clause  in  the  shipments  to  South  America 
and  the  deviation  clauses  that  have  been  dug  up  by  different 
steamship  lines.  A  general  through  export  bill  such  as  we  are 
trying  to  make  could  not  within  the  limits  of  reasonableness 
have  incorporated  in  it  all  these  various  local  clauses.  These 
local  clauses  would  be  written  into  the  uniform  through  bill 
by  this  limitation  incorporating  into  the  through  bill  the  local 
clauses  contained  in  the  various  port-to-port  bills  covering  par- 
ticular kinds  of  traffic  or  routes. 

"(5)  Transhipment  Risk  and  Expense. — We  are  done  when 
we  have  landed  the  goods  at  the  first  foreign  port,  and  we  should 
not  be  asked  to  assume  the  risk  of  transferring  it  to  the  on 
carrier. 

"(6)  The  Jason  or  General  Average  Clause  proposed  by  the 
National  Industrial  Traffic  League  we  believe  is  inadequate." 

At  the  opening  of  the  argument  on  the  export  bill  of  lading, 
Feb.  10,  Mr.  Bikle  made  the  point  that  the  record  was  almost  as 
deficient  as  the  one  on  which  the  Commission  previously  made  an 
effort  to  base  a  decision.  Mr.  Bikle  did  not  go  into  the  question 
of  deficiency  at  the  time  he  made  that  observation  but  he  did  at 
the  close  of  the  day's  dicussion.  He  went  into  the  matter  at  the 
afternoon  session  because  Commissioner  Hall,  in  charge  of  the 
Commission's  law  division,  began  asking  questions,  as  if  the 
observation  had  caused  a  reaction  that  Mr.  Bikle  probably  had 
not  thought  it  would  cause.  But  he  was  prepared  to  show  why  he 
had  made  the  observation. 

This  proceeding,  he  said,  was  initiated  by  the  Commission  on 
complaints  from  shippers  who  alleged  that  the  practices  of  car- 
riers under  the  bill  of  lading  in  use  at  the  time  were  unreason- 
able and  unjustly  discriminatory.  Mr.  Bikle  submitted  that  facts 
tending  to  support  the  allegations,  if  there  were  any,  were  in  pos- 
session of  the  shippers  and  that  they  had  failed  to  show  any 
claims  that  had  been  declined  under  the  bill  of  lading  now  in 
use.  Answering  Mr.  Hall,  Mr.  Bikle  said  that  the  eastern  car- 
riers had  considered  the  matter  exactly  as  if  the  shippers  had 
filed  a  formal  complaint,  which,  under  the  rule,  would  require 
them  to  produce  facts  tending  to  prove  the  correctness  of  their 
allegations,  and  that  they  had  not  put  a  thing  into  the  record 
about  one  claim  made  under  the  through  export  bill  tending  to 
show  wherein  the  practice  of  the  carriers  was  unreasonable  or 
unjustly  discriminatory. 

When  the  arguments  were  finished,  Chairman  Clark  an- 
nounced that  "this  phase  of  this  case  is  again  submitted."  That 
was  taken  as  a  slight  allusion  to  the  state  of  the  record  to  which 
Mr.  Bikle  had  called  attention  at  the  close  of  arguments  on  two 
attempts  to  obtain  the  facts  on  which  a  decision  might  be  based. 

Hearings  were  held  on  the  subject  from  one  corner  of  the 
country  to  the  other  and  if  the  point  made  by  Mr.  Bikle  is  con- 
sidered as  of  weight,  it  may  be  necessary  to  hold  further  hearings 
or  dismiss  the  proceeding  and  begin  over  again  because  the  car- 
riers clearly  indicated  that  they  would  not  accept  a  decision 
against  their  contention  that  the  Commission  has  not  power  to 
order  anything  with  respect  to  the  substance  of  bills  of  lading. 

At  the  afternoon  session,  the  merits  of  the  proposition  were 
discussed  by  Ralph  Merriam  for  chewing  gum  manufacturers, 
Luther  M.  Walter  for  the  National  Industrial  Traffic  League, 
and  C.  E.  Hickox  for  steamship  lines.  Mr.  Merriam's  clients  de- 
sire the  protection  of  a  bill  of  lading  that  would  hold  all  the 
carriers  acting  under  it  to  a  liability  such  as  is  enforceable 
against  connecting  railroads  in  the  United  States,  without  any 
gaps  at  the  ports  and  with  notice  to  the  consignor  and  consignee 
when  anything  goes  wrong,  making  it  impossible  for  the  under- 
takers to  carry  out  the  terms  of  their  undertaking  to  carry  from 
a  named  point  of  origin  to  the  indicated  destination. 

In  behalf  of  the  League,  Mr.  Walter  Insisted  that  the  recent 
decision  of  the  Supreme  Court  of  the  United  States,  in  the  case 
of  the  women  travelling  on  a  round-trip  ticket  from  a  point  In 
Canada  to  a  point  in  Texas,  showed  that  the  carriers  were  re- 
quired to  give  the  kind  of  bills  of  lading  on  foreign  traffic  pre- 
scribed in  the  Cummins  amendment  to  the  Carmack  amendment. 
He  said  it  was  the  character  of  the  commerce  crossing  from  one 
state  to  another  that  caused  the  statute  to  impose  the  duties  on 
the  carriers. 

In  a  broad  way  Mr.  Hickox  contended  that  the  bills  of  lading 
that  had  grown  up  in  the  negotiations  between  the  steamship 
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lines  and  their  customers  were  satisfactory  and  should  not  be 
changed  by  the  Commission,  even  if  it  has  the  power  it  assumed 
that  it  had  when  it  ordered  the  inquiry  on  which  the  arguments 
were  proceeding.  Commissioner  Hall  asked  him  many  questions 
as  to  the  facts  with  regard  to  bills  of  lading  in  use  by  steamship 
lines.  He  said  all  used  substantially  the  same  bill,  though  each 
line  or  ship  was  free  to  make  whatever  change  it  desired  in  the 
bill  of  lading.  He  said  that,  naturally,  there  was  practical  uni- 
formity, as  to  substance  though  not  as  to  form,  because  the 
lines  were  in  competition  and  one  did  not  desire  higher  liability 
for  itself  than  for  its  competitor.  Mr.  Hall  wanted  to  know 
whether  the  carriers  used  the  same  kind  of  bill  for  westbound 
as  for  eastbound  stuff.  Mr.  Hickox  thought  they  did  but  did  not 
say  so  definitely.  He  expressed  the  belief  that  most  of  the  traffic 
was  carried  on  port  to  port  bills. 

Mr.  Walker  interrupted  to  show  that  practically  all  flour  was 
carried  on  the  through  bills  and  most  of  the  meat  and  packing 
house  products. 

At  the  resumption  of  arguments  February  11  on  the  general 
bill  of  lading  case,  for  a  consideration  of  the  domestic  bill  phase 
of  the  subject,  Mr.  Bikle  referred  to  the  questions  raised  the 
day  before  while  the  export  part  of  the  case  was  being  argued — 
namely,  the  sufficiency  of  the  record.  He  considered  the  ques- 
tions asked  by  Commissioner  Hall  a  query  as  to  whether  the  rail- 
roads had  not  failed  in  their  duty  of  giving  the  Commission  such 
help  as  possible  to  reach  a  correct  conclusion  in  the  matter.  He 
said  that  during  the  more  than  eight  years  the  case  had  been 
going  on  the  railroads  always  took  the  position  that  it  was  in- 
cumbent on  the  shippers  to  carry  the  burden  of  proving  that  the 
practices  of  the  carriers  under  the  bill  of  lading  were,  as  alleged 
in  the  order  instituting  the  case,  unjust  and  unreasonable.  At 
various  hearings,  Mr.  Bikle  pointed  out,  the  carriers  had  an- 
nounced that  they  were  ready  to  listen  to  testimony  showing  or 
tending  to  show  that  the  practices  under  the  bill  were  repugnant 
to  the  act  to  regulate  commerce,  and  that  at  no  hearing  did  either 
the  shippers  or  the  Commission  even  intimate  that  the  position 
taken  by  the  carriers  was  not  the  correct  one,  namely,  that  they 
would  have  to  answer  the  testimony  that  might  be  produced  to 
show  that  the  practices  were  unreasonable. 

In  support  of  his  contention  that  the  whole  proceeding  was 
in  the  nature  of  a  complaint  by  the  Commission,  based  on  com- 
plaints made  by  shippers,  the  attorney  for  the  eastern  carriers 
read  the  order  of  the  Commission  instituting  the  case.  In  that 
order  the  Commission  said  that  complaints  by  shippers  moved  it 
to  order  the  inquiry,  with  a  view  to  determining  if  the  practice 
were  shown  to  be  as  alleged,  of  ordering  changes. 

Then  Mr.  Bikle  renewed,  as  to  the  record  in  regard  to  the 
domestic  bill,  his  charge  in  the  export  part  that  the  record  is 
bare  of  testimony  to  show  any  of  the  practices  alleged  to  be 
unreasonable,  but  containing  such  testimony  as  to  the  kind  of 
a  contract  the  shippers  would  like  the  carriers  to  make.  As 
to  the  contract,  the  shippers  would  like  the  carriers  to  make, 
the  carriers  contend  they  are  asking  for  a  higher  and  more  ex- 
tended liability  than  the  law  now  imposes  on  the  carriers  and 
a  liability  they  say  the  Commission  cannot  impose. 

All  the  arguments  by  Mr.  Bikle  for  the  eastern  carriers, 
by  Mr.  Northup,  for  the  southern,  and  J.  C.  James,  for  the  west- 
ern roads,  were  made  on  the  fundamental  propositions  that  the 
Commission  has  no  power  over  the  substance,  but  only  the  form, 
and  that  many  of  the  things  proposed  in  the  forms  submitted 
by  the  Commission  and  the  shippers  were  increases  in  the  lia- 
bility of  the  carriers,  as  such,  or  the  extension  of  the  high  lia- 
bility of  carriers  to  points  of  time  and  place  to  which  the  law 
does  not  now  extend  common  carrier  liability.  In  some  in- 
stances they  contended  the  attempt  is  to  extend  common  car- 
rier liability  to  points  where  the  law  says  the  liability  of  the  car- 
rier shall  be  that  of  a  warehouseman,  and  to  impose  either  one 
kind  or  the  other  of  liability,  after  all  kinds  of  liability  have 
been  exhausted  and  the  responsibility  for  the  goods  rests  upon 
the  consignee  or  consignor. 

In  his  argument,  Mr.  James  called  attention  to  the  fact  that 
the  doctrine  of  liability  of  a  carrier  as  an  insurer  of  the  goods 
was  first  stated  800  years  ago,  and  that  it  is  an  anaomaly  in  the 
law  because  it  is  the  only  instance  in  which  the  law  makes  a 
person  liable  in  damages  for  loss  due  to  something  other  than 
the  negligence  of  the  party  held  in  damages. 

He  asked  the  Commission  to  strike  from  the  bill  the  first 
sentence,  reading,  "the  carrier  or  party  in  possession  of  any 
property  herein  described  shall  be  liable  for  any  loss  or  damage 
thereto,  except  as  hereafter  provided,"  because  that  sentence, 
he  contended,  has  constrained  courts  to  incline  to  the  view  that 
the  carrier  issuing  the  bill  has  contracted  away  the  exemptions 
allowed  by  the  law  and  that  any  cause  of  loss  or  injury  not 
mentioned  In  the  bill  as  an  exception  shall  be  recognized  as 
causing  the  carrier  to  be  liable  in  damages. 

Attorneys  for  the  railroads  asserted  that  a  carrier  has  the 

right,  by  reasonable  contracts,  to  exempt  itself  from  liability 

for  losses  not  caused  by  it.    Mr.  James,  in  particular,  contended 

that  the  old  clause  exempting  carriers  from  liability  for  losses 

aused  by  strikes  and/or  riots  was  a  reasonable  one  and  that 

ie  changes  proposed  by  the  Commission  and  the  shippers  would 

make   it  unreasonable.    He   said  it  would   be   preposterous   to 


make  a  bill  of  lading  that  would  impose  on  the  carrier  the  duty 
of  protecting  goods  or  paying  for  them  in  the  event  of  their 
destruction,  in  a  situation  that  the  civil  authorities  could  not 
control. 

Mr.  James  went  at  length  over  proposals  to  change  the  48- 
hour  rule  defining  the  extent  of  liability  as  instfrer,  the  side- 
track and  non-agency  station  rule,  and  other  instances  in  which 
he  claimed  the  proposals  of  the  Commission  or  the  shippers,  if 
adopted,  would  increase  or  extend  the  high  liability  of  the  car- 
riers and,  in  some  instances,  their  liability  as  warehousemen. 

With  a  fervent  hope  that  the  Commission  would  make  a  re- 
port that  every  interest  could  accept,  Mr.  Bikle,  at  the  afternoon 
session  February  11  closed  the  arguments  in  the  case  that  has 
been  running  for  more  than  eight  years.  He  became  connected 
with  the  uniform  bill  of  lading  committee  in  1908,  he  said,  just 
about  the  time  the  'bill  now  under  scrutiny  was  adopted.  He 
could  not  understand  then,  he  said,  the  enthusiasm  with  which 
the  members  of  that  committee  hailed  the  adoption  of  the  bill. 
Now,  he  said,  he  could  understand  what  caused  the  members  to 
be  so  grateful  that  something  had  been  agreed  on. 

Without  desiring  to  be  hyper-critical,  he  said,  he  called  atten- 
tion to  the  fact  that,  in  speaking  of  the  liability  of  the  carriers, 
Commissioner  Hall  had  spoken  as  if  sometimes  a  carrier  was  a 
warehouseman.  A  carrier  is  always  a  carrier,  said  Mr.  Bikle. 
At  times,  however,  the  liability  is  that  of  a  warehouseman,  but 
the  carrier  is  never  a  warehouseman  and  never  subject  to  the 
statutes  applicable  to  such  a  servant  of  the  public. 

Ralph  Merriam,  for  salt  and  coal  interests,  but  not  for  chew- 
ing gum  manufacturers,  his  clients  in  the  export  phase  of  the 
subject,  and  Luther  M.  Walter,  spoke  for  the  shippers  at  the 
afternoon  session,  while  the  views  of  the  coastwise  shipping  in- 
terests were  presented  by  Thaddeus  W.  Shank.  The  latter  spoke 
at  length  in  behalf  of  a  revised  ninth  section,  covering  the  liabil- 
ity of  the  water  carrier  in  a  joint  undertaking  by  a  rail  and 
water  carrier.  In  that  revised  section  the  coastwise  and  lake 
shipping  interests  asked  to  be  exempted,  among  other  things, 
from  injury  caused  by  vermin,  leakage,  chafing,  breakage  and 
heat.  Mr.  Walter,  commenting  on  that  request,  called  attention 
to  the  fact  that  the  exemption,  if  adopted  as  prayed,  would  ex- 
empt them  from  damage  caused  by  rats,  from  chafing  due  to 
improper  stowage,  leaks  that  could  be  stopped,  and  heat  that 
could  be  controlled.  Mr.  Swank  contended  that  inasmuch  as  the 
Harter  act  forbids  contracts  exempting  from  negligence  no  such 
construction  could  be  placed  on  the  exemptions  mentioned. 

Mr.  Merriam  expressed  the  hope  that  the  ocean  and  rail  car- 
riers would  accept  the  proposed  bill  the  Commission  might  formu- 
late. He  said  the  carriers,  in  Ex  Parte  No.  74,  had  sought  the 
protection  of  the  Commission,  in  that  they  said,  in  effect:  "We 
will  do  what  you  say,  father,  but  please  take  care  of  us."  He 
said  that  was  a  pleasing  and  gracious  attitude  and  suggested 
that  that  would  be  a  good  attitude  to  assume  now,  and  failure  to 
accept  its  decision,  after  taking  the  paternal  bestowments  that 
pleased  them,  would  suggest  the  attitude  of  a  spoiled  child. 

"If  the  Commission  should  be  able  to  preserve  its  equanimity 
in  such  an  event,  it  is  doubtful  if  Congress  and  the  public  should 
be  expected  long  to  do  so,"  said  Mr.  Merriam.  He  also  suggested 
that  if  the  ocean  carriers  accepted  the  export  bill  they  would 
probably  find  the  bill  more  liberal  than  if  Congress  were  forced 
to  further  enactments  to  accomplish  the  adoption  of  a  suitable 
bill. 

Mr.  Walter  suggested  that  adoption  of  the  form  proposed  by 
the  Commission,  amended  slightly  as  proposed  by  the  National 
Industrial  Traffic  League,  plus  the  change  in  the  law  made  at 
the  last  session  of  Congress,  would  be  all  the  shippers  would 
have  a  right  to  expect. 


ILLINOIS  CENTRAL  LOANS 

Authority  to  pledge  from  time  to  time  $20,234,000  of  its  re- 
funding mortgage  4  per  cent  gold  bonds,  as  security  for  the  pay- 
ment of  current  short-term  loans,  has  been  granted  the  Illinois 
Central  by  the  Commission.  The  bonds  were  issued  nominally  in 
1913  under  a  refunding  mortgage  authorizing  the  issue  of  $120,- 
000,000  of  bonds.  The  order  also  provides  that  the  bonds  may  be 
pledged  for  government  loans. 

The  Commission  also  authorized  the  Illinois  Central  and  the 
Chicago,  St.  Louis  and  New  Orleans  to  issue  and  pledge  for  short 
term  loans  of  the  Illinois  Central  $3,708,000  of  joint  first  refund- 
ing mortgage  bonds  to  reimburse  the  treasury  of  the  Illinois 
Central  for  advances  made  for  additions  and  betterments  of  the 
properties  of  the  C.  St.  L.  &  N.  O.  and  the  Canton,  Aberdeen  & 
Nashville.  Substantially  all  of  the  stock  of  both  the  latter  roads 
is  owned  by  the  Illinois  Central,  which  leases  and  operates  them. 


NEW    RAILROAD   IN   HAWAII 

An  application  for  authority  to  construct  a  railroad  in  the 
territory  of  Hawaii  has  been  filed  with  the  Commission  by  the 
Ahukini  Terminal  &  Railroad  Company,  Honolulu,  Hawaii.  The 
road  will  extend  from  Anahola  Bay  to  Ahukini  Landing  at  Hana- 
maula  Bay.  The  construction  of  the  road  will  facilitate  the  move- 
ment of  freight  from  Kapaa,  Kealia  and  Anahola  to  Hanamaulu 
Harbor,  the  applicant  states.  The  length  of  the  road  is  not  given 
in  the  application. 


F.'l.niury  19,  1921 


THE    TRAFFIC    WORLD 


399 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National   Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


CARRIAGE  OF  LIVE  STOCK 

Shipper's  Recovery  Limited  to  Declared  Value: 

(Supreme  Court  of  Iowa.)  Where  a  shipper  understated  the 
value  of  a  hog  to  obtain  a  low  rate  for  the  shipment  thereof,  he 
cannot,  in  the  event  of  loss,  recover  the  true  value. — Ruebel 
I'.i-os.  vs.  American  Express  Co.,  180  N.  W.  Rept.  658. 

Where  a  hog  kept  for  breeding  purposes  was  shipped  under 
an  ordinary  live  stock  contract  at  a  declared  value,  and  after 
its  loss  in  shipment  the  shipper  brought  an  action  seeking  to 

ver  only  the  declared  value,  the  carrier's  rights  to  contract 
spi cially  for  the  carriage  of  breeding  stock  are  immaterial. — 
Ibid. 
Appeal  and   Error: 

Where  the  exception  is  to  a  ruling  sustaining  an  objection 
to  evidence,  the  ruling  will  be  upheld  if  the  evidence  was  in- 
admissible for  any  reason. — Ibid. 

In  an  action  for  loss  of  a  hog  during  shipment,  an  exception 
to  the  exclusion  from  evidence  of  the  waybill  covering  the  ship- 
ment for  the  reason  that  it  was  not  properly  identified  does 
not  require  reversal,  where  another  ground  of  the  objection  was 
that  the  waybill  was  immaterial,  and  the  waybill  was  not  set 
out  in  the  record  to  enable  the  Supreme  Court  to  determine  its 
materiality. — Ibid. 

A  judgment  allowing  recovery  for  loss  during  a  shipment 
will  not  be  reversed  for  plaintiff's  failure  to  establish  right  to 
recover  where,  although  one  ground  of  the  motion  for  directed 
verdict  was  plaintiff's  failure  to  establish  his  right  to  recover 
because  he  was  not  the  shipper  shown  by  the  contract,  it  was 
not  seriously  disputed  that  plaintiff  was  the  owner  of  the  prop- 
erty, the  errors  relied  on  for  reversal  made  no  reference  to 
the  point  beyond  the  blanket  complaint  that  it  was  error  to 
overrule  the  motion  for  directed  verdict  on  the  grounds  set  out 
therein,  and  the  point  was  not  argued  in  the  briefs  or  orally. — 
Ibid. 

Complaints  that  the  trial  court  refused  to  submit  certain 
stated  matters  do  not  require  reversal  where  the  only  excep- 
tions relating  to  the  charge  were  to  the  instructions  given  and 
did  not  assert  failure  to  give  any  instructions  or  to  submit  any 
theory. — Ibid. 

In  an  action  for  loss  of  live  stock  in  shipment,  defendant 
cannot  on  appeal  complain  of  the  trial  court's  failure  to  submit 
to  the  jury  all  charges  of  negligence  asserted  by  plaintiff  against 
defendant. — Ibid. 

In  an  action  for  loss  of  live  stock  during  shipment,  and 
instruction  to  disregard  the  contract  provision  exempting  the 
carrier  from  liability  for  the  acts  of  the  animals  or  from  their 
nature,  or  from  any  cause  whatever  except  the  negligence  of 
the  carrier,  because  without  that  contract  the  carrier  had  such 
exemption  by  existing  law  as  to  loss  from  the  acts  or  nature 
of  the  animals,  was  not  prejudicial  to  defendant  whether  the 
clause  in  the  contract  relating  to  other  causes  is  construed  by 
the  rule  of  ejusdem  generis,  in  which  event  the  protection  of 
the  law  was  as  broad  as  that  of  the  contract,  or  was  construed 
to  exempt  from  liability  for  all  causes,  in  which  event  it  would 
be  void  as  against  public  policy. — Ibid. 
Carrier  Cannot  Exempt  Itself  from  All  Liability: 

A  provision  in  a  contract  for  the  shipment  of  stock  exempt- 
ing the  carrier  from  liability  for  loss  resulting  from  the  acts 
or  nature  of  the  animals  or  from  any  cause  whatever  except 
the  negligence  of  the  carrier  and  its  employes  was  not  intended 
as  a  blanket  release  from  loss  from  any  cause  whatever. — Ibid. 

A  provision  in  a  contract  for  shipment  of  live  stock  exempt- 
ing the  carrier  from  liability  for  loss  from  any  cause  is  against 
public  policy  and  void. — Ibid. 
Loss  of  Live  Stock  Delivered  Carrier  in  Good  Condition   Makes 

a  Prima  Facie  Case: 

A  shipper  who  proves  that  he  delivered  live  stock  to  a  car- 
rier for  shipment  in  good  condition,  that  he  did  not  accompany 
the  shipment,  and  that  it  was  never  delivered  by  the  carrier 
to  the  consignee  makes  a  prima  facie  case  casting  on  the  carrier 
the  duty  of  showing  that  its  negligence  was  not  the  cause  of 
the  loss,  since  the  cause  of  the  loss  was  within  the  special  knowl- 
edge of  the  carrier,  and  the  exemption  from  liability  is  an  ex- 
<•'  ption  to  the  general  rule  that  the  carrier  is  an  insurer. — Ibid. 
Evidence: 

Where  a  shipper  has  made  a  prima  facie  case  of  negligence 
against  the  carrier  by  proving  the  delivery  of  live  stock  to  it 
in  good  condition  and  failure  of  the  carrier  to  so  deliver  it  to 
consignee,  testimony  by  the  carrier's  employes  that  the  ship- 
ment was  handled  without  negligence,  even  though  not  contra- 
dicted by  testimony  as  to  manner  of  handling,  does  not  as  a 


matter  of  law  establish  the  carrier's  freedoom  from  negligence. 
—Ibid. 

Evidence  that  a  bog  was  in  good  condition  when  delivered 
to  a  carrier  and  was  in  a  crate  large  enough  for  It,  and  that 
at  a  later  point  in  the  shipment  the  crate  was  broken  and  ap- 
peared too  small,  indicating  rough  handling  or  a  change  of 
crates,  and  that,  notwithstanding  the  animal's  distress  was 
noted,  no  measure  for  its  relief  were  taken  except  infrequent 
watering,  held  to  warrant  the  inference  that  the  death  of  the 
animal  resulted  from  negligent  handling,  notwithstanding  testi- 
mony of  the  carrier's  employes  that  it  was  carefully  handled. — 
Ibid. 
Proof  of  Negligence  of  Carrier  by  Shipper: 

Though  a  shipper  who  pleads  specifically  mishandling  of 
the  shipment  or  other  act  of  negligence  as  a  ground  for  recovery 
may  be  required  to  prove  his  case  as  alleged,  a  shipper  who 
merely  pleaded  delivery  of  the  stock  to  the  carrier  in  sound 
condition  and  failure  to  deliver  to  consignee  can  rely  on  the 
prima  facie  case  of  negligence  arising  from  proof  of  those 
allegations. — Ibid. 

Though  in  an  action  for  loss  of  live  stock  in  shipment,  the 
shipper  can  rely  on  the  prima  facie  case  of  negligence  estab- 
lished by  proof  of  delivery  to  the  carrier  in  good  condition  and 
of  the  carrier's  failure  to  deliver  the  consignee,  he  cannot  re- 
cover unless  on  the  whole  case  the  jury  has  found  negligence 
established  by  the  preponderance  of  the  evidence. — Ibid. 

(St.  Louis  Court  of  Appeals,  Missouri.)  In  an  action  for 
failure  to  properly  carry  and  deliver  live  stock,  the  burden  was 
on  plaintiff  shipper  to  show  the  injuries  to  a  cow  were  not 
inflicted  by  the  vice  of  the  animal  or  its  inherent  vicious  pro- 
pensities and  to  show  that  the  injury  was  caused  through  some 
human  agency,  but  very  slight  proof  of  negligence  in  such  re- 
spect transferred  the  burden  to  the  carrier,  and  the  fact  could 
be  established  from  collateral  facts  and  circumstances  affording 
a  reasonable  inference  of  negligence. — Byrum  vs.  Chicago  & 
A.  R.  Co.,  226  S.  W.  Rept.  91. 

CARRIAGE   OF   LIVE   STOCK 
Negligence  of  Carrier  for  Jury: 

In  an  action  against  a  railroad  for  failure  to  properly  carry 
and  deliver  a  shipment  of  live  stock,  whether  there  was  neg- 
ligence on  the  part  of  defendant  railroad,  in  view  of  disclosure 
by  the  evidence  that  three  or  four  cows  in  the  shipment  were 
in  a  weakened  condition  when  received  by  it,  held  for  the  jury 
under  the  evidence. — Ibid. 
Excessive  Verdict: 

Where  plaintiff  shipper  of  live  stock  shows  that  the  value 
of  the  injured  cow  was  $60  when  received  by  defendant  railroad, 
and  proves  an  expenditure  of  $2  for  care  of  the  cow  prior  to 
its  death  after  its  arrival  at  destination,  verdict  for  plaintiff 
shipper  against  defendant  railroad  for  $65  is  excessive  by  $3. — 
Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION   OF  COMMON  CARRIERS 

Action  of  Director-General  Treated  as  that  of  Carrier: 

Though  the  power  to  suspend  classifications  or  regulations 
issued  by  the  President  was  taken  from  the  Interstate  Commerce 
Commission  by  the  federal  control  act  (Comp.  St.  1918,  Comp. 
St.  Ann.  Supp.  1919,  3115%a,  3115%p),  the  power  over  them 
after  hearing  remained,  and  the  power  to  suspend  was  restored 
by  transportation  act  February  28,  1920,  and  the  action  of  the 
Director-General  of  Railroads  on  January  28,  1920,  in  filing  a  sup- 
plement to  the  freight  tariff  schedule,  effective  February  29,  1920, 
may  be  treated  as  if  taken  by  a  carrier  in  passing  on  the  juris- 
diction of  the  courts  to  annul  such  change  without  resort  being 
had  to  the  Commission. — Ibid. 
Federal  Control  of  Rates  Valid: 

(District  Court,  N.  D.,  New  York.)  Intrastate  passenger 
rates  of  2  cents  a  mile,  authorized  by  state  statutes  were  law- 
fully changed  to  3  cents  a  mile  by  General  Order  No.  28.  issued 
May  25,  1918,  by  the  Director-General  of  Railroads,  under  fed- 
eral control  act,  March  21,  1918,  8  (Comp.  St.  1918,  Comp.  St. 
Ann.  Supp.  1919,  3115%h),  it  being  a  constitutional  exercise  of 
the  war  power  of  Congress.— New  York  Cent.  R.  Co.  vs.  Public 
Service  Commission  of  New  York,  Second  Dist.  et  al.,  268  Fed. 
Rept.  558. 
Termination  of  Federal  Control  Restored  State  Regulations  of 

Rates: 

The  federal  control  act  (Comp.  St.  1918,  Comp.  St.  Ann. 
Supp.  1919,  3115%a,  3115%p)  merely  suspended  existing  state 
laws  regulating  rates,  and  upon  termination  of  federal  control 
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the  state  laws  continued  to  control  the  rates  ex  proprio  vigore, 
so  that  where  a  railroad,  before  federal  control  was  required  by 
Laws  N  Y  1853  c.  78,  7,  and  Railroad  Law  N.  Y.  57,  to  charge 
not  more  than  two  cents  a  mile  for  way  passengers  such  rate 
automatically  became  effective  after  September  1,  1920  the  li 
of  time  after  return  of  railroads  to  private  ownership,  under 
federal  transportation  act  Feb.  28,  1920,  208  (a)  during  which 
the  states  could  not  reduce  rates,  the  state  not  being  required 
to  express  its  intention  to  continue  its  established  rates  by 
enacting  a  new  law  in  the  same  terms;  and,  under  public  serv- 
ice commissions  law  N.  Y.  48,  an  order  of  the  commission  re- 
quiring the  railroad  to  file  with  the  commission,  on  or  befo 
Aueust  1  1920  an  amended  tariff  restoring  the  2-cent  passenger 
rate,  and'  a  suit  by  the  commission  against  the  railroad  to  en- 
force the  order,  were  proper.— Ibid. 
Injunction-Application  for  Against  Public  Service  Comm.ss.on 

Must  Be  Heard  by  Three  Judges: 

In  suit  by  a  railroad  against  a  state  public  service,  commis- 
sion plaintiff's  application  for  preliminary  injunction  restraining 
the  'commission  from  enforcing  its  order  requiring  plaintiff  to 
file  an  amended  tariff  on  passenger  rates  at  2  cents,  a  mile, 
instead  of  3,  on  the  ground  that  the  commission's  order  was 
a  denial  of  the  qual  protection  of  the  law  and  a  deprivation 
of  property  without  due  process,  violating  Const.  Aniend.  14, 
must  be  heard  by  a  court  composed  of  three  judges,  as.  required 
by  Judicial  Code,  266  (Comp.  St.  1243).— Ibid. 
Appeal  and  Error— Exceptions  Necessary  to  Review  Finding  o 

Court  • 

(Circuit  Court  of  Appeals,  Fifth  Circuit.)  Where  an  action 
of  law  is  tried  to  the  court  without  a  jury,  pursuant  to  Rev. 
St  649  (Comp.  St.  1587),  a  general  finding  by  the  court  is  not 
reviewable,  in  the  absence  of  exception  to  a  ruling  made  m  the 
progress  of  the  trial.— Gulf,  C.  &  S.  F.  Ry.  Co.  vs.  Clement  Gram 
Co.  et  al.,  268  Fed.  Rept.  535. 

RESTRICTIONS  ON  CAR  ACCEPTANCE 

The   Traffic   World    Washington  Bureau 

A  freight  car,  in  these  days  of  unemployed  railroad  equip- 
ment being  something  like  the  mythical  or  proverbial  hot  potato 
which  everybody  drops  with  great  promptness,  the  car  service 
division  of  the  American  Railway  Association  has  felt  con- 
strained to  adopt  rules  forbidding  acts  akin  to  the  dropping  of 
freight  cars  by  those  whose  duty  it  is  to  hold  the  hot  potato.  In 
circular  CSD-100,  dated  February  15,  the  division  has  promul- 
gated rules  forbidding  the  imposition  of  any  general  restriction 
on  the  acceptance  of  empty  cars  tendered  under  the  car  service 
rules  and  per  diem  agreement,  except  on  prior  approval  by  the 
Car  Service  Division. 

A  road  desiring  to  place  a  general  restriction  on  the  accept- 
ance of  empty  cars  must  first  place  the  facts  concerning  the 
situation  to  be  cured  by  such  a  restriction  before  the  division, 
and,  if  it  approves,  proper  notice  will  be  issued  to  all  roads  con- 
cerned. A  road  desiring  a  temporary  operating  restriction  on  the 
acceptance  of  empty  cars  at  a  designated  junction  may  place 
such  a  temporary  embargo  to  overcome  unfavorable  local  con- 
ditions, but  it  must  telegraph  immediately  a  full  statement  of 
the  facts.  Such  a  restriction  may  not  modify  the  per  diem  rule 
which  forbids  embargoes  on  empty  cars  returning  home  in  ac- 
cordance with  the  car  service  rules. 

The  circular  is  intended  to  apply  to  roads  that  have  been 
following  one  rule  when  cars  were  in  demand  and  another  when 
they  were  a  drug  on  the  market.  For  instance,  in  time  of  great 
demand,  a  big  system  will  claim  as  part  of  itself  every  affiliated 
road,  while  in  time  of  surplus  car  supply,  it  will  be  horrified  at 
the  mere  suggestion  that  a  given  road  is  a  part  of  the  system. 
Just  for  purpose  of  illustration,  and  not  intended  as  even  an  in- 
sinuation that  the  New  York  Central  has  done  anything  of  the 
kind,  it  might  insist  in  time  of  car  shortage  that  the  Big  Four 
was  a  part  of  the  New  York  Central  system  and  that  a  car  de- 
livered at  Cincinnati  was  on  the  rails  of  the  New  York  Central, 
but  in  time  of  car  surplus  it  might  claim  exactly  the  contrary. 
Such  things  have  been  done.  The  purpose  of  the  circular  is  to 
require  consistency. 

Another  favorite  practice,  it  is  alleged,  is  that  big  systems 
will  place  restrictions  on  a  gateway  because  some  gateway  500 
or  600  miles  away,  is  in  trouble.  Again  for  illustration,  the  New 
York  Central  might  say  it  would  not  accept  cars  at  Cincinnati 
because  there  was  a  choking  sensation  at  Maybrook.  The  rules 
are  intended  to  make  the  road  that  places  a  restriction  on  ac- 
count of  a  situation  show  the  car  service  division  that  it  is  not 
trifling  with  the  truth,  when  it  places  such  a  restriction. 

The  circular  is  as  follows: 

In  connection  with  American  Hallway  Association  Circular  No. 
2108.  dated  January  12,  1921,  copy  of  which  Is  attached,  please  observe 
the  following: 

1.  Any  general  restriction  on  the  acceptance  of  empty  cars  under 
the  Car  Service  Rules  Is   in  effect  a  modification   of  the  Car  Service 
and  Per  Diem  Agreement  and  can  only  become  effective  by  prior  ap- 
proval of  the  Car  Service  Division.     This  will  apply  either  to  an  in- 
dividual  road    (In  whole   or  p»rt).   a   group   of  roads   or  to   the   inter- 
change between  roads  generally  at  a  specified  junction  point. 

2.  In   case  a   road   desires  to  place  such   a  general   restriction   on 


A  temporary  operating  restriction  on  the  acceptance  of  empty 
uuiti  at  a  specified  "junction  point  due  to  unfavorable  local  conditions, 
making  such  action  necessary,  may  be  placed  by  the  road  concerned 
without  approval  of  the  Car  Service  Division,  but  copy  must  be  tele 
graphed  immediately  to  the  Car  Service  Division  with  full  statement 
of  facts  necessitating  such  action,  indicating  at  the  same  time  the 
probable  duration  of  the  restriction.  This  provision  does  not  in  any 
way  modify  Rule  16  (d)  of  the  per  diem  code  which  reads: 

"An  embargo  may  not  be  laid  on  empty  cars  returning  home  in 
accordance  with  the  Car  Service  Rules." 

4  A  road  desiring  to  invoke  the  provisions  of  Car  Service  Rule  o 
to  restrict  the  return  movement  of  empty  cars  to  the  junction  point 
at  which  delivered  loaded,  will  notify  its  connections  and  transmit  at 
the  same  time  a  copy  of  such  notice  to  the  Car  Service  Division. 

Please   acknowledge   receipt   of   this   circular,    and   advise   in   your 

P  oi)     Whether  you  have  any  restrictions  such  as  described  herein 
now  in  effect,  and  if  so,  give  the  information  required  as  above. 

(b)     Whether  any  of  your  connections  have  now  in  eftect  notices 

that  come  within  the  provisions  of  this  circular,  and  if  so,  attach  copy. 

A  copy  of  all  restrictions  of  this  nature  now  or  hereafter  placed 

will  be  furnished  to  the  Bureau  of  Service  of  the  Interstate  Commerce 

Commission   in   accordance   with    their   instructions. 

The  circular  to  which  reference  is  made  in  the  foregoing  is 

as  follows: 

Confirming  telegram  transmitted  to  you  this  morning,  reading  ; 

"At   meeting   today   of  Board   of   Directors   of  American   Railway 
Vssociation    it  was  the  unanimous  opinion  of  the  Board  that  under  all 
circumstances  it  is  inadvisable  at  this  time  to  either  suspend  or  r 
duce  the  per  diem  rate. 

The  Board  realizes,  however,  that  where  a  railroad  has  on  its 
line  more  than  its  equivalent  ownership,  it  is  entitled  to  free  oppor- 
tunity to  reduce  number  of  cars  and  Car  Service  Division  in  Washing- 
ton has  been  instructed  to  give  matter  immediate  and  effective  at- 

"  All    outstanding    restrictions    against    the    receipt    of    empty    cars 
which  are  properly  offerable  under  Car  Service   Rules  will  be   imme- 
diately removed.     Such  cars  as  are  not  accepted  under  the  rules 
subject  to  reclaim  under  P.  D.  Rules  15  and  16. 

If   necessary   to    place    restrictions    for    operating   conditions,    t 
junction  points  via  which  such  restrictions  are  effective  and  the  r 
sons  therefor  shall   be  stated." 

In  this  connection,  a  copy  of  the  report  of  the  General  Comm 
tee    Transportation  Division,   which  was   considered  by   the   Board  of 
Directors    at    its    session    today,    and    unanimously    approved,    is    < 
closed  herewith. 

The  Chairman  was  directed  to  emphasize  the  portion  of  the  repor 
of  the  General  Committee  regarding  enforcement  of  Car  Service  I 
No.  1,  reading  as  follows: 

"The   Committee   recommends  there  be  a  concerted  and   uni 
undertaking  by  all  roads,   under  instructions  from  the  Executives,   tn 
observe  Car  Service  Rules,  and  particular  attention  to: 

1  That  one  of  the  first  essentials  is  the  strict  enforcement  of 
Car  Service  Rule  No.  1.  except  as  to  the  use  of  home  cars  when 
properly  authorized  by  the  roads  directly  affected  or  by  the  Car  Serv- 
ice Division,  the  rule  reading: 

"Home  cars  shall  not  be  used  for  the  movement  of  traffic  beyond 
thr.  limits  of  the  home  road  when  the  use  of  other  suitable  cars  under 
these  rules  is  practicable." 

In    case    of    disputes    arising    under    Car    Service    JRules.    the    I 
Service   Division   will    deal   immediately   as    to   disposition   of   the   car 
and  all  roads  will  be  governed   by   its  directions. 

If  there  is  appeal  from  decision  of  the  Car  Service  Division  a; 


as  may  be  directed  by  the'  Car  -Service  Division. 

STORAGE  OF  SURPLUS  CARS 

"Reciprocal   arrangements  are  being  made   between   certain 
railroads  for  the  storage  of  surplus  cars  where  the  equipment  i 
not  needed  by  the  owner  and  where  facilities  permit  holding  the 
cars,  per  diem  being  waived  while  the  cars  are  held  out  of  serv- 
ice," the  A.   R.  A.  car  service  division   says  in   Bulletin   CS 
to  railroads. 

"By  this  arrangement  there  is  saved  the  expense  of  empt 
mileage  for  the  return  of  cars  to  owners,  with  the  prospect  that 
loading  may  develop  for  the  cars  a  little  later  to  or  in  the  di- 
rection of  the  home  road. 

"In  view  of  the  fact  that  many  roads  have  now  on  their 
rails  ample  number  of  home  cars  for  local  needs  and  to  fully 
supply  the  repair  forces,  it  is  our  recommendation  that  consid- 
eration be  given  to  making  arrangements  of  this  kind  where- 
ever  the  conditions  justify.  A  plan  of  this  kind  does  not  con- 
flict with  car  service  or  per  diem  rules,  and  where  it  results 
in  the  mutual  reduction  of  transportation  expense  it  would  cer- 
tainly seem  highly  desirable  under  present  conditions  to  encour- 
age the  practice." 

FREIGHT  CARS  ON   LINE 

The  semi-monthly  bulletin  of  percentages  of  freight  cars  or 
line  of  ownership  as  of  Feb.  1,  Class  1  roads,  issued  by  the  cai; 
service  division  of  the  American  Railway  Association,  Feb.  ] 
showed  that  in  the  Eastern  district  the  percentage  was  93.5 
against  102.5  a  year  ago;  in  the  Allegheny  district,  95  as  ap:^ 
91.3  a  year  ago;  Pocahontas  district,  91.2  as  against  69.4  a  yea? 
ago;  Southern  district,  97.6  as  against  100.4  a  year  ago;  Westerr 
district.  100.5  as  against  105.4  a  year  ago;   grand  total  all  dis 
tricts,  96.6  as  against  99.4  a  year  ago;   Canadian  roads,  99.S 
against  95.1  a  year  ago. 


Our  corps  of  experts  in  Washington  is  at  the  serv- 
ice of  subscribers  for  THE  DAILY  TRAFFIC  WORLD 


Keliniary  19,  1921 
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LOSS  AND  DAMAGE  CLAIMS 

tih  di   .1   aeries  •>!   articles  written   for  Tin-  Traltlc  World  by  (.'.   II. 

Dietrich.) 

From  the  amount  of  money  shown   to  have  been  paid  for 
loss  and  damage  in  September,  1920,  by  43  principal  rail  lines 
on  tresh  fruits  and  vegetables   ($577,700),  which  is  the  second 
largest    it<'m   in   the  list  of  eleven  commodities  indicated,  it  is 
apparent   I  lial    i  lie  commodities  coming  under  this  general  head- 
ing arc   responsible  for  a  considerable  proportion  of  the  entire 
amount  paid  by  carriers.     It  is,  of  course,  well  understood  that 
amounts   reported   under   this   heading   cover  a   wide   range 
iimmodities   and    likewise   represent   a   movement   of   traffic 
i  ha  i  is  not  confined  to  any  particular  territory,  but,  on  the  con- 
,   is  handled  by  practically  every  rail  line  in  the  country, 
it  is  difficult  to  single  out  any  special  class  of  fruits  or  vege- 
latilcs  and  charge  it  with  being  the  principal  offender. 

These  movements  of  fresh  fruits  and  vegetables  are  largely 

onable   products   and   at   certain   times   of   the  year   citrus 

fruits  from  the  Pacific  coast  and  Florida  represent  the  bulk  of 

tin-  movement,  while  at  other  times  the  peach  crop  originating 

in  the  Southwest  and  in  Georgia  occupy  the  center  of  the  stage; 

n,  the  movement  of  apples   from   the   Northwest   and   from 

New  York  state  are  the  principal  factors,  while  we  have  with 

us  practically  the  year  round  the  movement  of  such  commodities 

otatoes  and  other  somewhat  similar  staple  vegetables. 

One  new  feature  in  the  fruit  line  that  has  appeared   since 

the  eighteenth   amendment   became   effective   is   the  wine   grape 

crop   originating  on  the   Pacific  coast,  which   has,   in   the  last 

on,  particularly,  been  distributed  over  practically  the  entire 

country,  and  if  there  has  been  any  one  special  class  of  fruits  or 

tables  responsible  for  heavy  loss  and  damage  it  seems  to  me 

this  movement  of  wine  grapes  could  be  placed  very  near  the  head 

of  the  list;   it  is  earnestly  hoped  that  the  distributors  of  these 

grapes  will  make  some  provision,  before  another  crop  is  moved, 

to  handle  them  to  better  advantage  than  they  were  handled  in 

the  season   just  past. 

It  is  the  opinion  of  many  who  have  come  in  contact  with 
these  grapes  in  the  last  two  seasons  that  a  more  substantial 
package  will  have  to  be  used  before  they  can  be  transported 
with  a  reasonable  amount  of  damage.  The  great  bulk  of  these 
grapes  the  last  season  were  packed  in  open  lug  boxes  and  the 
absence  of  a  cover  materially  weakened  the  package,  and  where 
there  was  any  shifting  of  the  load  whatever  in  transit  a  heavy 
damage  resulted.  There  was  also  a  large  movement  of  these 
grapes  handled  in  ordinary  box  car  equipment,  and  where 
this  method  is  followed,  the  item  of  maintaining  absolute 
schedule  time  is  most  essential. 

To  give  some  little  idea  of  the  magnitude  of  the  wine  grape 
business  as  it  is  being  developed  at  the  present  time,  I  am 
informed  that  no  less  than  8,000  cars  of  these  grapes  were 
received  at  the  Chicago  market  alone,  and  this,  no  doubt,  repre- 
sents only  a  small  proportion  of  the  number  of  cars  distributed 
throughout  the  country.  With  a  volume  of  business  as  great 
as  this,  and  particularly  in  view  of  the  value  of  these  grapes, 
the  necessity  of  an  adequate  package  is  obvious. 

One  of  the  most  difficult  commodities  to  handle  successfully 
in  freight  service  is  the  strawberry  crop,  owing  to  the  highly 
perishable  nature  of  this  fruit  and  its  tendency  to  deteriorate 
within  a  certain  limited  time  after  the  berries  are  picked,  even 
under  the  best  possible  refrigerator  protection.  It  is  needless 
to  say  that  the  lines  originating  the  bulk  of  this  business  are 
obliged  to  organize  the  movement  of  this  traffic,  both  with  re- 
<-t  to  the  maintenance  of  schedule  and  the  regular  re-icing 
i  he  cars  in  transit,  on  a  100  per  cent  basis,  and,  generally 
speaking,  the  difficulties  in  transportation  are  met  with  after 
the  shipments  are  delivered  to  connecting  lines  and  broken  up 
into  one  or  two  car  lots,  and  on  that  account,  are  handled  on 
ordinary  time  freights. 

From  the  fact  that  nearly  all  fruits  and  vegetables  are  of 
a  seasonable  nature,  the  bulk  of  the  crop  in  each   instance   is 
moved  within  a  limited  period  of  time,  which  results  in  a  con- 
Hon  of  traffic  covering  the  particular  crop,  and  this  naturally 
makes  for  delays  in  transit  and  delays  in  effecting  delivery  at 
•  (nation,   all   of   which   contributes   more   or   less   to   the   in- 
evitable claims  for  loss  and  damage  on  these  commodities. 

It  is,  furthermore,  well  recognized  that,  ordinarily,  the  lines 

originating  this  business  on  account  of  getting  the  shipments 

in  large  quantities  at  producing  points,  which  enables  them  to 

handle  in  train  load  lots  on  regularly  arranged  schedules,  have 

nowhere  near  the  difficulties  encountered  by  their  connections, 

whom   such   business   is   distributed   in    comparatively   small 

lots.     Such   carriers   frequently   receive   these   shipments   at   a 

time  when  a  considerable  delay  is  unavoidable,  owing  to  their 

train   schedules   and    the    necessity    of   handling   on    trains    not 

ially  assigned  to  perishable  freight. 

In  analyzing  the  causes  responsible  for  loss  and  damage  to 
fresh  fruits  and  vegetables,  fully  85  per  cent  of  the  total  amount 
paid  is  directly  chargeable  to  delay  in  transit  and  failure  to 
refrigerate,  ventilate,  or  protect  from  frost  damage.  This  is,  at 
least,  true  with  the  possible  exception  of  certain  classes  of  de- 
riduous  fruit,  which  is  particularly  susceptible  to  damage  by 
reason  of  the  packages  crushing  or  breaking  in  transit  and 


thereby  damaging  the  load,  and  the  question  of  claim  prevention 
is,  therefore,  largely  a  matter  for  the  carriers  themselves  to 
overcome.  The  remedy,  however,  which  la  go  obviously  a  mat- 
ter of  maintaining  schedules  and  performing  the  necessary  re- 
icing,  ventilation,  or  artificial  heating  in  transit,  in  a  great  deal 
easier  to  figure  out  on  paper  than  to  perform  in  actual  opera- 
tion, and  where  these  shipments  arrive  at  destination  overheated, 
rnixen,  or  otherwise  damaged,  the  ensuing  claims  are,  perhaps, 
with  few  exceptions,  the  most  difficult  to  work  out  and  adjust 
satisfactorily  that  claim  officers  have  to  contend  with.  This  IK 
easily  understood  when  the  great  number  of  factors  entering 
into  the  proposition  are  considered.  If,  in  the  space  of  this 
article,  any  practical  suggestions  can  be  offered  with  a  view 
to  simplifying  the  adjustment  of  this  class  of  claims,  I  am  sure 
that  both  the  fruit  and  vegetable  fraternity  and  our  several 
hundred  freight  claim  agents  will  be  glad  to  adopt  them. 

Before  discussing  the  purely  claim  adjustment  feature,  how- 
ever, it  seems  to  me  it  might  be  of  interest  to  touch,  at  least, 
on  some  of  the  more  prominent  features  of  loading  and  handling 
these  commodities.  In  the  past,  one  of  the  greatest  obstacles, 
in  my  judgment,  to  the  safe  transportation  of  nearly  all  kinds 
of  fruits  and  vegetables  has  been  the  practice  of  stowing  the 
load  flat  on  the  permanent  floor  of  car  instead  of  providing  an 
adequate  false  floor,  which  should  provide  at  least  a  four-inch 
space  underneath  the  load  to  permit  the  free  circulation  of  air. 
This  space  serves  to  make  the  refrigeration  effective  when 
car  is  moving  under  ice  and  allows  the  hot  air  to  penetrate 
where  it  is  most  needed  when  car  is  moved  during  the  winter 
months  under  artificial  heat.  Fortunately,  the  false  floors  are 
coming  into  more  general  use  each  year  and  this  is  undoubtedly 
responsible  for  preventing  an  immense  amount  of  damage  from 
the  causes  indicated  above. 

In  the  stowing  of  the  lighter  vegetables,  such  as  lettuce, 
celery,  cauliflower,  and  such  fruits  as  strawberries,  peaches,  etc., 
there  has  been,  in  the  past,  a  tendency  to  load  the  cars  entirely 
too  high  and  thereby  shut  off  the  free  movement  of  air  over 
the  top  of  the  load,  and  it  so  happens  that  these  particular 
commodities  need  every  bit  of  protection  that  can  be  afforded 
them  in  order  to  land  them  at  destination  in  first  class  condi- 
tion. 

In  addition  to  allowing  a  sufficient  air  space  between  the 
top  of  the  load  and  the  car  roof,  as  well  as  a  space  between 
the  permanent  car  floor  and  the  bottom  of  the  load  (by  the 
use  of  false  floors),  the  stripping  and  spacing  the  different  tiers 
with  sufficient  space  between  them  to  permit  the  free  circula- 
tion of  air  is  quite  essential.  This  plan  is  almost  universally 
recognized  and  followed  by  the  Pacific  coast  shippers,  but  it 
is,  apparently,  not  so  well  understood  by  shippers  of  these  com- 
modities in  other  localities.  It  does  not  matter  how  much  ice 
is  supplied  to  cars  under  refrigeration  nor  how  much  heat  to 
cars  moving  under  artificial  heat  protection;  unless  the  load 
is  placed  in  the  car  in  such  a  way  that  this  circulation  of  air 
will  reach  the  individual  packages  there  is  bound  to  be  a  con- 
siderable deterioration  where  a  transit  consumes  a  number  of 
days. 

These  various  loading  requirements  are  matters  that  should 
be  and  are  ordinarily  much  better  understood  by  the  shipper, 
and  the  carriers  are  practically  dependent  on  them  for  this  par- 
ticular feature  of  safeguarding  the  load  against  damage  in 
transit.  It  is  a  proposition  that  has  not  been  sufficiently  well 
understood  in  the  past  except  by  the  large  producers  in  certain 
sections  of  the  country,  and  it  is  this  very  feature  that  has  been 
largely  responsible  for  many  cases  of  serious  damage  de- 
veloping at  destination  where  practically  a  perfect  record  of 
handling,  so  far  as  time  in  transit  and  re-icing,  etc.,  is  concerned. 

Possibly,  in  the  course  of  time,  there  will  be  evolved  a  per- 
fect vehicle  for  transporting  this  class  of  freight,  but  up  to 
the  present  time  I  believe  all  interested  in  the  handling  of  fresh 
fruits  and  vegetables  by  freight,  will  agree  that  our  present  equip- 
ment, especially  the  cars  that  have  been  in  service  for  any  con- 
siderable length  of  time,  leaves  a  great  deal  to  be  desired  and 
is  far  from  the  ideal  refrigerator  car.  It  is  especially  difficult 
to  undertake  to  protect  these  commodities  in  the  cold  months 
with  the  same  equipment,  as  the  circulation  of  cold  air  produced 
by  refrigeration  and  hot  air  produced  by  artificial  heat  moves 
in  exactly  the  opposite  direction,  and,  naturally,  the  best  results 
cannot  be  obtained  in  trying  to  provide  these  two  classes  of 
protection  from  the  same  receptacles  (the  ice  bunkers  in  the 
ends  of  car). 

From  the  point  of  view  of  claim  adjustment  on  these  com- 
modities, I  presume  there  has  been  as  much  controversy  and 
argument  over  claims  for  loss  and  damage  on  fruits  and  vege- 
tables as  over  any  other  particular  class  of  claims.  The  reasons 
for  this  are  obvious,  as  there  is  always  a  question  of  whether 
the  stock  was  in  good  cndition  when  shipped  and  in  a  great 
many  instances  the  cars  have  been  held  for  diversion,  and 
where  this  Is  a  fact  there  is  always  a  question  of  whether  the 
delays  incidental  to  such  diversions  are  not  a  factor  of  the 
damage  complained  of.  Again,  the  question  of  market  condi- 
tions at  destination  undoubtedly  affects  claims  of  this  nature 
to  a  considerable  extent  and  unless  the  product  is  consigned  to 
a  market  governed  by  authorized  auction,  it  is  frequently  diffi- 
cult to  arrive  at  the  proper  value  on  which  to  base  the  claim. 
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This  feature  is  especially  aggravated  on  shipments  consigned  to 
comparatively  small  markets  where  two  or  three  cars  arriving  at 
the  same  time  will  congest  the  situation  and  result  in  alleged 
losses  entirely  out  of  proportion  to  any  real  damage  that  may 
have  occurred  in  transit. 

Another  feature  that  adds  to  the  difficulty  is  the  question 
of  whether  a  comparatively  few  packages  broken  in  a  car  affect 
the  sale  value  of  the  balance  of  the  packages  that  reach  destina- 
tion in  good  condition.  It  is  generally  acknowledged  that  the 
fact  that  a  car  arrives  with  one-third  or  one-half  of  the  packages 
crushed  or  broken  on  account  of  rough  handling  in  transit,  does 
materially  affect  the  sale  value  of  the  balance  of  the  packages 
in  such  a  car  on  account  of  the  purchaser  being  justified  in 
assuming  that  where  any  such  amount  of  damage  is  in  evidence, 
the  balance  of  the  load  shipped,  if  it  be  soft,  deciduous  fruit, 
such  as  plums,  peaches,  apricots,  or  grapes,  will  not  hold  up 
as  well  as  if  nothing  had  occurred  out  of  the  ordinary  in  transit. 

One  other  feature  has  been  injected  into  claims  covering 
fruit  and  vegetables  in  recent  months  by  some  firms.  That  is 
the  question  of  destination  values,  the  McCaull-Dinsmore  de- 
cision of  the  Supreme  Court  being  quoted  as  authority  for  using 
as  a  basis  the  retail  sale  value  where  shipments  are  consigned 
to  a  retail  house  and  the  sale  price  to  the  retail  trade  in  small 
lots  on  shipments  consigned  to  wholesale  houses.  This,  to  me, 
seems  to  be  an  attempt  to  write  something  into  the  McCaull- 
Dinsmore  decision  that  is  not  there.  While  no  general  analysis 
of  this  McCaull-Dinsmore  case,  as  it  applies  to  the  settlement 
of  claims  in  general,  is  intended  at  this  time,  it  seems  to  me 
appropriate  to  say  that,  so  far  as  claims  on  fruit  and  vegetables 
are  concerned,  the  provisions  in  the  second  Carmack  amend- 
ment contemplate  only  the  carrier  making  the  claimant  whole 
in  the  event  of  loss  or  damage  to  his  property,  and  where  ship- 
ments are  consigned  to  an  auction  market  the  auction  values 
represent  correctly  the  reasonable  market  value  of  the  com- 
modity and  furnish  a  basis  concerning  which  there  is  no  dispute; 
but  on  shipments  consigned  to  other  than  auction  markets  and 
where  there  is  no  general  market  quotation  made,  it  seems  to 
me  that,  in  the  event  of  loss  or  damage  to  such  a  shipment,  in 
the  absence  of  any  better  market  quotation,  the  invoice  value, 
plus  any  transportation  or  other  charges  assessed,  generally 
represents  a  fair  basis  on  which  to  present  a  claim.  Certainly 
a  claim  filed  on  this  basis  makes  the  consignee  whole  and  repre- 
sents the  loss  so  far  as  transportation  lines  are  concerned,  rather 
than  a  claim  based  on  the  price  he  contemplates  charging  his 
customers  for  this  shipment  after  handling  it  through  his  place 
of  business,  incurring  the  usual  and  customary  expenses  that 
are  classed  as  overhead,  the  addition  of  his  customary  profit, 
etc. 

The  one  thing  above  all  others  that  will  remove  half  of  the 
difficulties  in  adjusting  claims  on  fruits  and  vegetables  is  a  re- 
liable disinterested  inspection  of  the  stock  at  loading  point 
coupled  with  the  same  service  at  destination.  If,  through  the 
United  States  Bureau  of  Agriculture  or  any  other  reliable  source, 
this  double  inspection  can  be  organized,  it  will  prove  a  boom  to 
the  shipper,  receiver,  and  carrier  alike  and  will  remove  the 
doubt  that  in  so  many  cases  now  exists  where  certain  classes  of 
fruits  and  vegetables,  especially,  reach  destination  and  the  dam- 
age that  is  in  evidence  is  possibly  chargeable  to  some  disease 
or  failure  to  handle  properly  at  point  of  origin. 

This  was  well  illustrated  a  few  years  ago  in  connection 
with  a  movement  of  watermelons  .  from  the  Southeast.  This 
traffic  is  handled  almost  exclusively  in  stock  cars  or  open  venti- 
lated equipment.  In  spite  of  these  shipments  moving  on  schedule 
time,  the  melons  were  reaching  destination  in  a  badly  damaged 
condition.  Finally,  the  situation  became  so  aggravating  that  a 
thorough  investigation  was  made  in  the  fields  by  the  Depart- 
ment of  Agriculture  and  it  was  found  that  a  stem  rot  disease 
existed  that  worked  rapidly  on  the  melons  after  they  were 
picked,  and  even  where  sound  melons,  free  from  the  disease, 
were  loaded  into  the  cars  that  had  previously  been  used  for 
diseased  melons,  they  were  also  affected.  This  investigation 
resulted  in  steps  being  taken  to  eradicate  the  trouble  at  its 
source. 

An  inspection  at  point  of  origin  would  also  clear  up  the 
question  that  arises  in  so  many  claims,  of  whether  fruits  or 
vegetables  have  been  damaged  by  field  frost.  Until  some  ar- 
rangements are  made  for  adequate  inspection,  both  at  point  of 
origin  and  destination,  it  is  more  than  likely  that  claims  on 
these  commodities  will  continue  to  cause  dissatisfaction  and 
inconvenience  to  shippers  and  carriers  alike. 


MONEY  FOR  VALUATION 

The  Traffic   World   Washington  Bureau 

The  House  and  Senate,  Feb.  15,  passed  a  House  joint  reso- 
lution (No.  472)  appropriating  $1,000,000  additional  for  the  valua- 
tion work  of  the  Commission  for  the  current  fiscal  year.  Pro- 
vision was  made  for  the  deficiency  appropriation  in  the  general 
deficiency  appropriation  bill  but  it  was  decided  to  eliminate  the 
appropriation  from  that  bill  in  order  that  the  money  would  be 
made  available  at  once.  The  resolution  was  sent  to  the  Presi- 
dent and  it  was  expected  he  would  sign  it. 

Senator  King  of  Utah  said  he  believed  "we  are  throwing 
good  money  after  bad  and  that  it  is  a  foolish  and  useless  ex- 
penditure." 

Senator  Warren,  of  Wyoming,  said  unless  the  appropriation 
were  made  the  Commission  could  not  meet  its  valuation  payroll 
the  middle  of  February,  but  that  he  hoped  the  valuation  work 
would  not  be  perpetuated  any  longer  than  the  appropriations  al- 
ready made  shall  continue. 

In  the  House,  Chairman  Good,  of  the  appropriations  commit- 
tee, said  the  deficiency  bill  could  not  pass  within  the  next  48 
hours  and  that  Chairman  Clark  of  the  Commission  had  advised 
the  committee  that  all  of  the  funds  available  for  valuation  work 
would  be  exhausted  in  that  time  and  that  if  the  appropriation 
did  not  go  through  at  once  the  Commission  would  have  to  call 
in  its  valuation  men. 

The  decision  of  the  U.  S.  Supreme  Court  in  the  Kansas  City 
Southern  valuation  case,  wherein  the  court  issued  a  writ  of 
mandamus  directing  the  Interstate  Commerce  Commission  to 
obey  that  part  of  the  valuation  act  requiring  a  report  on  the 
cost  of  reproduction  of  carrier  lands,  will  add  $300,000  to  the 
cost  of  the  Commission's  valuation  work,  Representative  Esch, 
chairman  of  the  House  committee  on  interstate  commerce,  told 
the  House  February  9,  when  consideration  of  the  deficiency 
appropriation  bill  was  up.  The  Commission  was  asking  for  a 
deficiency  appropriation  of  $1,000,000  for  valuation  work  for 
the  present  fiscal  year.  He  said  that  the  additional  appropria- 
tion was  necessary,  in  part,  due  to  that  decision,  which  had  not 
been  made  when  the  estimates  for  the  fiscal  year  1921  were 
made  up. 

The  total  amount  appropriated  to  date  for  valuation  work 
was  $21,050,462,  it  was  explained. 

Mr.  Esch  said  there  never  was  a  time  when  the  valuation 
work  was  more  essential,  because  the  final  valuation  to  be  fixed 
would  be  the  basis  for  rate-making  in  the  future.  Representa- 
tive Sisson  expressed  the  fear  that  because  it  was  taking  such 
a  long  time  to  fix  the  valuation  it  would  not  be  worth  much 
when  it  was  finally  obtained. 


SLEEPING  CAR   SERVICE  TO   MEXICO 

The  Gulf  Coast  Lines,  in  conjunction  with  the  Texas  Mex- 
ican Railroad,  and  the  National  Lines  of  Mexico,  have  begun  the 
operation  of  through  standard  sleeping  cars  between  Houston, 
Tex.,  and  Mexico  City,  Mexico,  via  Corpus  Christi  and  Laredo! 
Similar  service  has  been  established  between  Houston  and 
Tampico,  Mexico,  via  Brownsville  and  Matamoros.  Travelers 
entering  Mexico  are  required  to  hold  United  States  federal  pass- 
ports. 


PARTIAL  PAYMENTS  TO  CARRIERS 

The   Traffic  World   Washington  Bureau 

The  Winslow  partial  payment  bill,  as  it  was  passed  by  the 
House,  was  reported  favorably  Feb.  16  by  the  Senate  committee 
on  interstate  commerce  without  amendment.  Senator  Townsend, 
acting  chairman  of  the  committee,  planned  to  call  the  bill  up  for 
a  vote  in  the  near  future.  Some  opposition  was  expected  to 
develop  against  the  bill,  Senator  LaFollette,  of  Wisconsin,  having 
indicated  he  would  demand  amendment  of  the  measure.  It  was 
not  believed,  however,  that  the  opposition  would  be  sufficient  to 
defeat  the  measure. 

The  Treasury  Department  issued  a  statement  on  February  9 
showing  total  payments  to  railroads  under  sections  204,  209  and 
210  of  the  transportation  act  as  of  that  date  to  be  $445,509,045.20, 
divided  as  follows:  Under  section  204  (reimbursement  of  defi- 
cits), $707,833.57;  under  section  209  (advances  and  final  pay- 
ments of  guaranty),  $263,826,574.63;  under  section  210  (loans 
from  $300,000,000  revolving  fund),  $180,974,637. 

Since  the  last  statement  issued  by  the  Treasury,  the  follow- 
ing payments  have  been  made:  Monson  Railroad  Co.,  under 
section  204,  $11,623.92;  Erie  Railroad  Co.,  advance  under  section 
209,  $1,500,000;  Norfolk  Southern  Railroad  Co.,  final  settlement 
of  guaranty  under  section  209,  $611,700.63. 

In  connection  with  the  payment  to  the  Norfolk  Southern,  it 
was  explained  that  the  total  payment  to  that  road  amounted  to 
$1,311,700.63  in  satisfaction  of  the  guaranty  and  that  the  $611,- 
700.63  represented  the  amount  certified  by  the  Interstate  Com- 
merce Commission  as  necessary  to  make  good  the  guaranty  less 
the  amount  of  advances  previously  certified  under  section  209. 
The  settlement  with  the  Norfolk  Southern  is  the  first  final  set- 
tlement to  have  been  made  with  any  carrier  under  section  209. 

Under  section  210  the  following  additional  sums  have  been 
paid  under  loan  certificates  issued  by  the  Commission:  Central 
of  Georgia,  $237,900;  Missouri  Pacific,  $1,200,000;  Virginian  Rail- 
way, $1,000.000,  and  the  Long  Island  Railroad,  $719,000. 

The  Treasury  Department  has  paid  $133,979.07  to  the  New 
Mexico  Central  Railway  Company  under  section  204  of  the  trans- 
portation act  providing  for  reimbursement  of  deficits  incurred 
during  federal  control. 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  taw,  who  is  a  member  of  pur  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Traffic  Service  Corporation,  Colorado  Building,  Washington,  D.  C. 


Defense  in  Suit  of  Collection  of  Undercharge 

Canada. — Question:  We  have  heard  it  said  that  there  are 
no  cases  on  record  of  railrodas  having  sued  to  recover  under- 
charges based  on  published  through  I.  C.  C.  rates  where  the 
patron  has  refused  to  pay  higher  than  the  sum  of  published 
combination  rates  lawfully  on  file  with  the  Interstate  Commerce 
Commission.  It  is  stated  that  if  such  cases  got  into  courts  of 
law.  judges  would  have  to  make  their  decision  on  the  law;  and 
•h"  law  in  these  cases  would  be  as  stated  in  the  fourth  section 

lo  regulate  commerce,  to  the  effect  that  it  is  unlawful  to 
nand  or  collect  through  rates  in  excess  of  combination  rates 
for  the  same  route. 

Answer:  We  have  not  been  able  to  locate  any  cases  of 
record  where  the  carriers  have  sued  to  recover  alleged  under- 
charges based  upon  through  rates  where  such  rates  exceeded 
the  combination  of  intermediate  rates. 

In  the  case  of  G.  N.  Ry.  Co.  vs.  Loonan  Lumber  Co.  (So. 
Dak.),  125  N.  W.  644,  the  court  held  that  in  an  action  by  a  carrier 
to  recover  a  greater  rate  for  a  shorter  than  for  a  longer  haul. 
an  answer  alleging  that  there  existed  no  reason,  by  way  of 
peculiar  geographical  position,  competition  or  trade  or  other 
conditions  why  a  greater  charge  should  be  made  for  the  shorter 
haul,  stated  facts  showing  that  the  rate  was  illegal  and  not 
-iverable.  Mr.  Justice  Smith,  in  concurring  in  the  opinion  of 
:!n>  court,  said  in  part:  "If  the  conclusions  reached  are  cor- 
i.  it  becomes  the  duty  of  appellant  (carrier)  to  point  out 
.-ome  decision  of  the  courts  permitting  the  carrier  to  collect  a 
conceded  illegal  rate  by  an  action  in  the  courts.  I  have  found 
none." 

Mississippi. — Question:  We  recently  tendered  a  local  agent 
of  express  company  a  sack  of  money  which  was  in  good  condi- 
tion, same  being  properly  sealed  by  the  "A"  Company  of  this 
city,  shipment  being  addressed  to  ourselves  at  "B,"  Miss.  There 
art1  only  two  trains  a  day  to  this  point,  one  at  eight  in  the  morn- 
ing and  one  at  eight-thirty  in  the  evening.  This  money  is 
usually  tendered  to  them  for  transportation  about  two  in  the 
afternoon,  but  on  acount  of  their  not  having  a  night  office  at 
"C"  their  agent  contends  it  is  not  possible  for  them  to  handle 
the  shipment,  and  they,  therefore,  refuse  to  accept  same  for 
transportation. 

Answer:  Statutes  in  various  states  make  it  duty  of  a  car- 
rier to  accept  and  carry  whatever  is  offered  to  him  at  a  reason- 
able time  and  place,  of  a  kind  that  he  undertakes  or  is  accus- 
tomed to  carry.  The  courts  have  held  in  some  instances  that 
the  carrier  could  not  be  required  to  accept  money  for  trans- 
portation which  must  be  held  by  the  carrier  awaiting  transporta- 
tion, while  in  others  they  have  held  the  contrary,  depending  upon 
the  circumstances. 

In  Alsop  vs.  Southern  Express  Co.,  104  N.  C.,  10  S.  E.  297, 
the  court  found  it  more  reasonable  to  require  the  express  com- 
pany to  assume  the  risk  of  storage  overnight,  when  tendered 
at  a  reasonable  hour  in  the  afternoon,  rather  than  one  who  ap- 
parently had  no  means  or  place  for  properly  caring  for  the 
money  tendered  (the  same  being  held  in  U.  S.  Exp.  Co.  vs. 
Siate,  150  P.  179  (Okla.)),  while  in  Platt  vs.  Lecocq,  158  Fed.  739, 
i  ho  court  deemed  it  more  reasonable  to  require  the  bank,  which 
was  properly  equipped  for  safekeeping  of  money,  to  take  the 
ri.sk,  rather  than  the  express  company,  which  did  not  possess  a 
sale  place  for  storage  of  valuables. 

Reparation — Through  Rate  Exceeds  Aggregate  of  Intermediate 

Tennessee-Virginia. — Question:     Kindly  advise  if  the  Inter- 

•te  Commerce  Commission  has  generally  granted  reparation  in 

cs  where  the  rate  charged  exceeded  the  aggregate  of  the  in- 

'iiediate  rates  in  violation  of  the  fourth  section  of  the  inter- 

ie   commerce   act,   particularly   where  the   rate   charged   has 

since  been  reduced  to  basis  of  the  aggregate  of  the  intermediate 

$K  rates? 

Answer:  The  Interstate  Commerce  Commission  has  in- 
\aiiably  granted  reparation  in  cases  where  the  through  rate 
charged  exceeded  the  aggregate  of  the  intermediate  rates,  but 
not  in  cases  where  the  rate  charged  for  a  shorter  haul  exceeds 
'hat  charged  for  a  longer  haul,  in  the  absence  of  proof  of  dam- 
to  the  shipper.  See  Scott  Paper  Co.  vs.  A.  C.  R.  R.,  44 


I.  C.  C.  503;  Herrick  Refrigerator  Co.  vs.  C.  G.  W.  R.  R.,  46 
I.  C.  C.  421;  Oregon  Fruit  Co.  vs.  S.  P.  Co.,  50  I.  C.  C.  719;  Hen 
Hiscuit  Co.  vs.  C.  B.  &  Q.,  53  I.  C.  C.  729. 

Claims — Party  Required  to  File 

Colorado. — Question:  In  case  we  make  shipment  to  a  cus- 
tomer, get  a  clear  bill  of  lading  receipt  from  the  railroad,  and 
the  entire  shipment  becomes  lost,  who  is  legally  the  owner  of 
these  goods,  and  who  should  make  claim  against  the  railroad? 

Can  we  not  take  the  consignee  into  court  and  collect  the 
amount  of  the  bill  from  him  and  let  him  fight  it  out  with  the 
railroad  for  settlement?  That  is,  providing,  of  course,  that  the 
goods  are  sold  f.  o.  b.  our  shipping  point  and  not  f.  o.  b.  destina- 
tion. 

Answer:  The  ordinary  effect  of  the  purchase  of  goods  at 
a  specified  price  f.  o.  b.  shipping  point  is  that  the  title  shall 
pass  on  delivery  of  the  shipment  to  the  carrier,  in  which  case 
the  consignee  is  the  owner  and,  in  case  of  loss  of  the  goods,  is 
the  party  who  should  properly  file  a  claim  with  the  railroad 
company.  The  price  for  which  the-  goods  were  sold  may  be  re- 
covered from  the  consignee,  who  must  look  to  the  railroad  for 
reimbursement. 

Unreasonable  Detention  of  Tank  Cars — Liability  of  Carrier  for 
Rental  Value 

Pennsylvania. — Question:  Some  five  or  six  months  ago  one 
of  our  tank  cars  was  delayed  in  railroad  yards  and  while  there 
railroad  brought  to  this  yard  a  car  leaking,  with  the  lading  con- 
signed to  a  mid-continent  point.  Our  car,  being  nearest  at 
hand,  was  used  in  the  transfer  of  the  lading  in  this  crippled 
car,  and  our  car  accordingly  forwarded  to  this  western  point. 
After  the  return  of  our  car  to  our  works  we  accordingly  made 
charge  to  the  railroad  company  at  the  rate  per  month  as  in  effect 
at  that  time,  and,  after  considerable  correspondence,  the  railroad 
company  turned  down  our  bill,  advising  their  reasons  that  pri- 
vate car  tariffs  provide  for  reimbursement  on  the  basis  of  mile- 
age travel,  and  that  they  could  not  consistently  honor  a  bill  for 
car  rental  for  the  time  a  car  was  in  other  service  during  an 
emergency. 

We  understand  that  the  proceeding  we  have  so  far  taken 
is  in  order  and  that  there  are  at  the  present  time  several  cases 
up  with  the  legal  department  for  proper  settlement. 

Answer:  In  a  recent  decision  of  the  Supreme  Court  of 
Illinois,  in  the  case  of  C.  A.  Gustafson  vs.  Michigan  Central,  the 
Supreme  Court  of  Illinois  affirmed  the  judgment  of  the  Municipal 
Court  of  Chicago  against  the  Michigan  Central  Railroad  for  $180 
damages  based  on  the  rental  of  flO  per  day  for  a  period  of  18 
days,  during  which  time  an  oil  car  of  the  complainant  was  de- 
tained by  the  carrier. 

The  facts  in  this  case  are  not  in  all  particulars  similar  to 
those  in  your  case,  for  in  the  Gustafson  case  the  car  was  merely 
delayed  in  Joliet,  111.,  and  was  not  used  by  the  railroad  company 
for  the  transportation  of  oil  for  other  parties.  However,  the 
same  principle  should  apply,  and  should  the  courts  in  your  state 
follow  this  decision,  the  rental  value  of  the  car  in  quetsion,  for 
the  time  it  was  detained  by  the  carrier,  is  the  amount  you'  are 
entitled  to  recover. 

In  a  recnt  case  decided  by  the  Court  of  Common  Pleas  of 
Allegany  County,  in  your  state,  namely,  in  the  case  of  the  Sun 
Co.  vs.  the  Pennsylvania  Co.,  recovery  was  had  on  the  basis  of 
the  rental  value  of  the  car  detained  where  a  car  in  the  custody 
of  the  defendant  was,  through  negligence,  so  damaged  as  to 
require  rebuilding. 

Tax  on  Shipments  to  Canada 

California. — Question:  Your  publication  of  questions  and 
answers  under  the  name  of  "Ohio"  in  the  issue  of  January  8 
has  prompted  us  to  write  you  and  endeavor  to  obtain  some 
explanation  as  to  what  use  a  temporary  exemption  certificate 
can  be  put  on  shipments  for  export  to  Canada.  Deputy  Commis- 
sioner Baker,  in  reply  to  his  question,  stated  under  date  of 
December  1,  1920,  as  follows:  "Receipt  is  acknowledged  of  your 
letter  of  November  16,  1920,  subject  transportation  tax,  referring 
to  letter  of  this  office  of  November  8,  which  was  in  reply  to  yours 
of  October  18,  1920. 

"In  reply  to  your  inquiry  as  to  what  use  is  the  temporary 
exemption  certificate,  form  799,  you  are  advised  that  it  is  consid- 
ered that  the  provisions  of  articles  16  to  35,  inclusive,  of  the 
Internal  Revenue  Regulations  49  (Revised)  are  very  explicit  on 
this  subject.  The  mere  filing  of  temporary  exemption  certificate 
in  itself  does  not  render  a  shipment  an  export  movement.  The 
other  conditions  outlined  in  the  regulations  must  be  fully  met. 
Property  is  in  course  of  exportation  when  it  has  been  started  on 
final  voyage  or  delivered  to  a  carrier  for  continuous  transporta- 
tion beyond  the  boundaries  of  the  United  States,  and  the  filing 
of  the  temporary  exemption  certificate  is  merely  an  incident  to 
such  movement  to  show  that  the  property  is  so  moving  in  order 
to  obtain  exemption  from  the  tax  imposed  by  section  500  of  the 
revenue  act  of  1918. 

"Article  16  of  Regulations  49  (Revised)  shows  what  are  actual 
export  movements,  entitled  to  exemption  under  the  taxing  stat- 
ute, when  the  export  character  of  such  movements  is  established 
as  required." 
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This  communication  did  not  enlighten  us,  as  we  already  had 
the  revised  sections,  but  these  when  pertaining  to  Penshabi, 
shipments  intended  for  Canada  are  extremely  vague     We  have 
put  these  to  the  following  use,  and  have  been  overruled  by  both 
"he  railroad  and  the  Treasury  Department    without  any  reason- 
able  explanation  for   same.     Cars   are   billed   from   the   load 
point  to  some  point  within  the  United  States,  owing  to  it  being 
^possible  for  the  loader  to  properly  make  out  export  invoices 
and  exemption  certificate,  all  necessary  papers  being .made .out 

t  the  central  office,  Los  Angeles.  Cars  are  diverted  the  first  or 
second  day  after  loading  and  forwarding,  to  their  Canadian 
desUnation%nd  we  retailing  in  our  flies  at  all  times  informa- 
tion to  the  effect  that  the  shipment  was  intended  for  export  at 

ime  of  loading.  It  would  seem  to  us  that  in  these  cases  the 
temporary  exemption  certificate  filed  prior  to  shipment  being 
forwarded,  is  sufficient  evidence  to  exempt  us  from  transporta- 
tion tax  within  the  confines  of  the  United  States,  and  what  we 
are  now  seeking  is  someone  who  really  understands  the  regu- 
lations of  the  Treasury  Department,  and  can  give  us  an  explana- 
tion of  the  use  of  the  temporary  exemption  certificate. 


AHBW«-.  Article  18  of  Regulations  49  (Revised)  of  the 
Treasury  Department,  provides  that  "Charges  on  freight  trans- 
Dorted  from  a  point  within  the  United  States  to  a  point  m  Can- 
ada or  Mexico  under  a  through  bill  of  lading  or  a  through  live- 
stock contract  are  exempt  from  the  transportation  tax  and  tem- 
porary exemption  certificates,  and  certificates  of  exportation 
covering  such  shipments  will  not  be  required  when  the  shipment 
are  made  against  particular  contracts  or  orders  and  not  again; 
foreign  requirements  certificates,  and  which  do  not  pass  through 
pools  or  similar  arrangements,  provided  the  shipper  in  the  United 
States  retains  in  his  files  proof  of  the  export  character  of  1 
shipment  and  provided  the  property  is  delivered  to  a  foreign 
carrier  for  delivery  to  a  place  in  Canada  or  Mexico  without 
stoppage  in  transit  in  the  United  States  for  a  business  purpose; 
and  further  provided,  the  shipment  is  not  diverted  or  recon- 
signed  while  in  transit  to  a  point  within  the  United  States. 
This  article  further  provides  that  in  the  case  of  freight  originat- 
ing in  the  United  States  and  consigned  to  a  destination  in  the 
United  States,  which  is  subsequently  diverted  or  reconsigned 
to  a  point  in  Canada  or  Mexico,  the  carrier  so  diverting  or  re- 
consigning  it  shall  collect  the  transportation  tax  on  the  charges 
from  such  point  of  origin  in  the  United  States  to  the  point  at 
which  the  diversion  to  Canada  or  Mexico  occurred  at  the  time 
such  diversion  or  reconsignment  is  made  and  that  from  the 
last  point  of  diversion  in  the  United  States,  charges  for  the 
transportation  of  property  to  Canada  or  Mexico  will  be  exempt 
from  the  tax  without  the  filing  of  the  exemption  certificate  or 
certificate  of  exportation,  provided  the  shipper  retains  in  his 
files  proof  of  the  export  character  of  the  shipment  from  the  point 
at  which  such  diversion  occurred. 

Under  the  provisions  of  this  article,  if  your  shipments  are 
made  on  through  bills  of  lading,  it  is  not  necessary  to  file  a 
temporary  exemption  certificate  or  a  certificate  of  exportation, 
except  when  the  shipments  are  made  against  foreign  require- 
ments certificates  or  which  pass  through  pools  or  similar  ar- 
rangements. However,  if  you  continue  to  handle  the  shipments 
as  at  present  the  transportation  tax  must  be  collected  on  the 
haul  from  the  point  of  origin  to  the  point  of  diversion.  There- 
fore, in  order  to  avoid  the  payment  of  the  tax,  you  should 
arrange  to  forward  the  shipments  from  point  of  origin  to  final 
destination  on  a  through  bill  of  lading,  in  which  case,  as  stated 
above,  it  will  not  be  necessary  to  file  either  a  temporary  ex- 
emption certificate  or  a  certificate  of  exportation  for  such  ship- 
ments. 

Shipper's  Load  and  Count 

Georgia. — Question:  Kindly  advise  if  there  is  on  record  any 
case  in  which  the  Interstate  Commerce  Commission  decided 
that  the  notation  "shipper's  load  and  count"  inserted  on  bills 
of  lading  relieved  the  carrier  of  all  liability  for  loss  and  damage 
to  contents  of  car? 

Answer:  In  three  cases,  namely,  Ponchatoula  Farmers'  As- 
sociation vs.  I.  C.  R.  R.  Co.,  19  I.  C.  C.  513;  In  re  Western 
Classification.  No.  51,  25  I.  C.  C.  442,  and  Louisiana  State  Rice 
Milling  Co.  vs.  M.  L.  &  T.  R.  R.  Co.,  34  I.  C.  C.  511,  this  question 
has  received  the  consideration  of  the  Commission.  The  holding 
of  the  Commission  is  that,  except  at  any  of  its  public  stations, 
where  it  provides  facilities  for  the  receipt  and  delivery  of  freight, 
a  carrier  was  justified  in  placing  the  qualifying  notation  "Ship- 
per's load  and  count"  on  bills  of  lading,  and,  furthermore,  that 
the  carriers  could  not  be  required  to  send  a  representative  to  the 
shipper's  industry  to  check  carload  freight  loaded  in  the  cars 
at  such  industries. 

Damages— Time  Within  Which  to  File  Suit 

Ohio. — Question:  Under  the  limitations  of  the  uniform  ex- 
press receipt  and  under  the  limitations  of  the  uniform  bill  of 
lading,  the  legal  liability  expires  two  years  and  one  day  from 
a  reasonable  time  for  delivery  i£  not  delivered.  Claim  was  pre- 
sented within  four  months  after  date  of  shipment — within  the 
statute  time.  Claim  is  for  actual  bona  fide  loss;  same  was 


traced  and  kept  active,  but  no  adjustment  reached  in  two  years 
and  seven  months  after  date  of  shipment.  Can  the  carrier  (ex- 
press company  or  railroad)  turn  the  claim  down  under  the  limi- 
tations of  the  uniform  express  receipt  or  bill  of  lading?  No 
statement  was  rendered  by  the  express  company  within  the  six 
months'  period  as  to  the  disposition  of  said  claim.  Does  not 
the  fact  that  claim  was  presented  in  statute  time  prevent  a 
refusal  on  the  part  of  the  carrier  (express  company)  to  make 
adjustment  on  the  grounds  that  its  legal  liability  ceased  as  per 
limitations  carried  on  the  back  of  the  uniform  express  receipt? 
Is  the  express  company  still  liable? 

What  is  the  proper  procedure  as  the  two-year-and-one-day 
period  draws  to  a  close  and  claim  is  still  unadjusted?  Must  suit 
be  filed  and,  if  so,  through  whom,  a  traffic  attorney,  a  regular 
attorney  at  law  or  can  such  matter  be  submitted  to  the  Inter- 
state Commerce  Commission? 

Answer:  Section  7  of  the  uniform  express  receipt  reads  as 
follows:  "Except  where  the  loss,  damage  or  injury  complained 
of  is  due  to  delay  or  damage  while  being  loaded  or  unloaded,  or 
damaged  in  transit  by  carelessness  or  negligence,  as  conditions 
precedent  to  recovery,  claims  must  be  made  in  writing  to  the 
originating  or  delivering  carriers  within  four  months  after  de- 
livery of  the  property,  or,  in  case  of  failure  to  make  delivery, 
then  within  four  months  and  fifteen  days  after  date  of  shipment; 
and  suits  for  loss,  damage  or  delay  shall  be  instituted  within 
two  years  and  one  day  after  the  date  when  notice  in  writing  is 
given  by  the  carrier  to  the  claimant  that  the  carrier  has  dis- 
allowed the  claim  or  any  part  or  parts  thereof."  Under  this 
provision  a  suit  for  loss,  damage  or  delay  must  be  instituted 
in  a  court  of  law  within  a  period  of  two  years  and  one  day 
after  the  date  when  notice  in  writing  is  given  by  the  carrier 
that  it  has  disallowed  the  claim  or  any  part  or  parts  thereof. 
Such  a  matter  cannot  be  submitted  to  the  Interstate  Commerce 
Commission,  as  the  Commission  has  no  jurisdiction  over  such 
matters,  its  jurisdiction  being  limited  to  questions  involving 
violations  of  the  interstate  commerce  act. 

In  Docket  11005,  National  Industrial  Traffic  League  vs. 
American  Railway  Express  Co.,  58  I.  C.  C.  304,  which  case  re- 
sulted in  this  provision  being  incorporated  in  the  uniform  ex- 
press receipt,  the  Commission  held  that  the  provision  formerly 
carried  in  the  uniform  express  receipt,  which  was  to  the  effect 
that  unless  a  suit  for  loss,  damage  or  delay  was  instituted  within 
two  years  and  one  day  after  delivery  of  the  property  or  in  case 
of  failure  to  make  delivery,  then  within  two  years  and  one  day 
after  a  reasonable  time  for  delivery  had  elapsed,  did  not  pro- 
hibit the  payment  of  meritorious  claims  after  two  years  and  one 
day  when  filed  with  the  carrier  within  the  period  of  four  months 
prescribed  by  the  express  receipt. 

Undercharges — Liability  of  Consignee  for 

Pennsylvania. — Question:  Our  lumber  is  purchased  f.  o.  b. 
destination.  Freight  is  paid  and  deducted  from  bill  when  the 
lumber  is  paid  for.  In  1917  we  purchased  lumber  from  shippers 
with  the  standing  of  whom  we  were  not  familiar.  The  railroad 
company  has  rendered  us  freight  bills  amounting  to  several  hun- 
dred dollars  based  on  revised  freight  rates.  A  large  amount  of 
this  additional  freight  we  have  been  unable  to  collect  from  the 
shipper.  To  avoid  this  condition  in  the  future,  is  there  anything 
we  can  do  that  the  railroad  company  will  be  required  to  make 
collection  of  the  additional  freight  from  the  shipper  and  not 
from  us?  Is  there  any  way  in  which  we  can  compel  the  shipper 
to  pay  this  additional  freight  without  long  and  expensive  litiga- 
tion? 

Answer:  Under  the  law  the  carrier  must  collect  and  the 
party  legally  responsible  must  pay  the  lawfully  established  rates 
and  the  carrier  may  look  to  either  the  consignor,  as  the  party 
with  whom  the  contract  of  carriage  was  made,  or  the  consignee, 
for  all  or  any  part  of  the  charges  which  have  not  been  paid. 
In  the  case  of  P.  C.  C.  &  St.  L.  Ry.  vs.  Alvin  J.  Fink,  page  1396 
of  the  December  20,  1919,  issue  of  The  Traffic  World,  the  Su- 
preme Court  of  the  United  States  held  that  a  consignee  is  liable 
for  the  payment  of  the  remaining  part  of  the  legal  rate  upon 
merchandise  received  by  him,  notwithstanding  the  fact  that  the 
carrier  collected  only  part  of  the  charges  upon  delivery  of  th» 
shipment. 

In  order  to  avoid  being  called  upon  for  undercharges  in 
the  future,  it  would  be  well  for  you  to  determine  the  correct  rate 
before  paying  for  the  lumber,  deducting  from  the  bill  the  full 
amount  of  the  freight  charges.  There  is  no  way  in  which  you 
can  compel  the  shipper  to  pay  this  additional  freight  except 
through  the  medium  of  a  suit  in  a  court  of  law. 

Liability  of  Carrier  for  Failure  to  Observe  Provisions  of  Bill  of 
Lading   Relating  to  Notice  of  Claim 

Wisconsin.— Question:  Advise  to  what  extent,  if  any,  a  coui- 
uany  would  be  liable  in  accepting  payment  of  a  claim  which 
had  been  filed  several  months  after  the  period  of  six  months 
had  expired,  knowing  at  the  time  that  same  was  outlawed  ac- 
cording to  the  provisions  of  the  uniform  bill  of  lading. 

Answer:  In  the  Blish  case,  241  U.  S.  190,  the  Supreme 
Court  of  the  United  States  held  that  a  stipulation  in  the  ship- 
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ping  contract  requiring  notice  of  claim  or  damage  cannot  be 
waived. 

In  this  case,  with  respect  to  the  waiving  of  the  notice,  the 
ciiui  l  s;iiil:  "But  the  parties  could  not  waive  the  terms  of  the 
lunuact  under  which  the  shipment  was  made  pursuant  to  the 
federal  act;  nor  could  the  carrier,  by  Its  conduct,  give  the  ship- 
per the  right,  to  ignore  these  terms  which  were  applicable  to 
i Mm  conduct,  and  hold  the  carrier  to  a  different  responsibility 
l'i-om  that  fixed  by  the  agreement  made  under  the  published 
i  miffs  and  regulations.  A  different  view  would  antagonize  the 
plain  policy  of  tlje  act,  and  open  the  door  to  the  very  abuses  at 
which  i  lie  act  was  aimed." 

\Yhile  we  are  not  aware  of  any  case  so  holding,  it  seems  to 
follow  I  hat  if  a  carrier  may  be  prosecuted  for  failing  to  collect 
demurrage  charges  (see  United  States  vs.  P.  &  R.  Ry.  Co.,  232 
Fed.  953).  that  it  may  likewise  be  prosecuted  for  falling  to 
observe  the  provisions  relating  to  notice  of  claims  in  its  bill 
of  lading,  which  is  on  file  with  the  Interstate  Commerce  Com- 
mission under  the  classification,  in  view  of  the  statement  of 
the  Supreme  Court  of  the  United  States  in  the  Blish  case,  re- 
t'rrred  to  above. 

Liability  for  Shortage  Where  Carrier  Failed  to  Weigh  Cars 

New  Jersey. — Question:  A  car  of  cast  iron  borings  loaded 
at  our  plant  was  sold  to  mill,  and,  as  we  have  no  scales,  carrier 
accepted  this  car  subject  to  carrier's  weight.  However,  this 
car  was  delivered  to  mill  without  being  weighed,  and  in  order 
to  obtain  transportation  charges  the  agent  at  shipping  point 
took  the  matter  up  with  the  auditor.  We  then  received  com- 
munication from  agent  stating  that  the  auditor  had  settled  mat- 
ter on  basis  of  fifty  gross  tons,  as  this  was  a  100,000-pound-ca- 
pacity  car  and  loaded  to  capacity.  Nevertheless,  the  mill  claim 
they  only  received  twenty  gross  tons,  and  they  make  affidavit 
to  this  effect  and  produce  freight  paid  bill  covering  shipment 
showing  that  they  only  paid  for  transportation  of  twenty  gross 
tons. 

We  have  a  bin  wherein  we  store  these  borings,  which  has 
an  actual  capacity  of  fifty  gross  tons.  This  bin  was  filled  to 
top  and  contents  loaded  in  car,  and  we  make  affidavit  to  this 
effect.  From  the  fact  that  there  is  a  difference  of  thirty  gross 
tons  between  shipper  and  receiver,  we  would  appreciate  your 
advising  us  who  is  liable  for  the  shortage. 

Answer:  After  a  shipment,  which  had  not  been  weighed, 
has  been  delivered  and  has  been  mixed  with  other  goods  there 
is  no  possible  way  of  ascertaining  its  exact  weight  and  there 
is  no  definite  rule  for  arriving  at  an  estimated  weight.  So,  where 
a  controversy  arises  between  the  parties  interested  therein, 
which  cannot  be  settled  by  some  kind  of  a  compromise,  the 
only  thing  that  can  be  done  is  to  submit  the  question  to  a  jury. 
If  you  can  convince  the  jury  .that  fifty  tons  were  delivered  to 
the  carrier  and  that  only  forty  tons  were  received  at  destina- 
tion, then  the  carrier  would  be  liable  for  the  shortage,  it  being 
an  insurer  of  the  goods  intrusted  to  it  for  transportation. 

Liability  of  Carrier  for   Damage  to   Shipment   Moving   in   Open- 
top  Car 

Washington. — Question:  Shipper  orders  car  for  lumber  load- 
ing. A  gondola  car  is  spotted  at  loading  platform  and  car  moves 
from  Washington  to  New  York.  Shipper  loads  car  with  finished 
lumber,  placing  the  usual  protection  of  rough  lumber  over  the 
top  of  the  load,  When  car  arrives  at  destination  that  load  has 
shifted,  possibly  the  result  of  rough  handling.  Lumber  is  badly 
pitted  with  cinders  and  discolored  account  of  exposure.  We 
contend  that  inasmuch  as  the  carrier  signed  bill  of  lading  and 
moved  the  car,  they  are  responsible  for  the  delivery  of  this 
shipment  in  good  condition  and  should  entertain  a  claim  for 
damages. 

Answer:  The  Commission,  In  re  Bills  of  Lading,  52  I.  C.  C. 
having  under  consideration  clause  5  of  section  1  of  the  bill 
of  lading  relating  to  the  transportation  of  freight  in  open-top 
cars,  said:  "We  are  of  the  opinion  that  the  exemption  stipulated 
for  in  the  present  and  proposed  bills  is  too  broad  and  too  greatly 
favors  the  carrier  to  be  entirely  just  and  reasonable.  More- 

r.  we  think  it  falls  within  the  provisions  of  the  Cummins 
amendment  so  far  as  it  seeks  to  exempt  the  carrier  from  the 
liabilities  with  which  it  would  be  charged  under  the  common 
law.  To  that  extent  it  would  be  invalid  and  void.  To  the  ex- 
t'lit  that  the  carrier  would  escape  liability  at  common  law,  stip- 
ulation is  unnecessary.  We  shall,  therefore,  not  approve  either 
the  rule  proposed  by  the  carriers  or  the  substitute  offered 

Pby  the  shippers  for  inclusion  among  the  conditions." 
We  know  of  no  recent  cases  in  which  the  courts  have  had 
under  consideration  the  liability  of  carriers  for  freight  moving 
in  open-top  cars,  but  in  view  of  section  20  of  the  interstate 
commerce  act,  it  seems  certain  that  the  courts  would  hold  that 
a  carrier,  which  accepts  freight  loaded  in  open-top  equipment,  is 
liable  for  loss  or  damage  thereto,  while  the  freight  is  in  its 
possession. 

(1)  Consignee's  Right  to  Refuse  Delayed  Shipment.     (2)    Freight 

Charges — Liability    of   Shipper   for 
Missouri. — Questions:      (1)  An    interstate    carload    shipment 


arriving  at  destination  i.s  refused  account  delay  in  transit,  re- 
sulting from  the  car  being  transferred  en  route,  and  being  erron- 
eously forwarded,  necessitating  its  return.  We  hold,  neverthe- 
less, that  the  car  is  the  property  of  consignee,  as  it  wag  billed 
under  straight  bill  of  lading,  but  we  have  been  unable  to  refer 
lo  the  law  which  would  maintain  our  position.  Will  you  advise 
me  if,  under  the  law,  the  consignee  could  be  compelled  to  accept 
shipment,  and  also  his  liability  in  case  he  absolutely  refused  to 
do  so.  (2)  Also  it  is  my  Impression  that  at  some  time  or  other 
I  saw  a  decision  of  the  Commission  as  to  the  collection  of 
"dropped  charge."  By  this  I  mean,  demurrage  charges  were  as- 
sessed by  the  originating  carrier,  through  the  shipper  having 
exceeded  the  free  loading  time  on  a  carload  of  grain.  The  de- 
murrage charges  were  billed  on  waybill  as  advances,  but.  when 
making  expense  bill  the  receiving  agent  missed  the  charges. 
When  later  on  the  omission  was  noted  agent  at  destination  tried 
to  collect  from  consignee,  who  refused  to  pay,  holding  that  he 
had  made  settlement  with  the  shipper.  Shipper,  likewise,  has 
refused  to  pay  the  charges,  on  a  mere  subterfuge.  What  I  now 
require  is  some  decision  by  the  Interstate  Commerce  Commis- 
sion and  perhaps  by  the  Public  Service  Commission  of  the  State 
of  Missouri,  under  which  payment  could  be  compelled  either 
from  shipper  or  consignee;  also  what  is  the  statute  of  limitation 
in  cases  of  such  character? 

Answer:  (1)  Unless  a  carrier  has  expressly  agreed  to  de- 
liver a  shipment  within  a  specified  time,  or  was  aware  of  the 
special  circumstances  requiring  expedition  in  the  shipment  at 
the  time  the  contract  of  carriage  was  made,  the  carrier  is  not 
an  insurer  of  the  time  when  the  shipment  will  be  delivered,  con- 
sequently, while  the  law  requires  a  carrier  to  make  delivery 
within  a  reasonable  time,  yet,  since  what  is  a  reasonable  time 
is  a  question  of  fact,  depending  upon  the  circumstances  of  each 
particular  case,  a  consignee  is  obligated  to  accept  a  shipment 
no  matter  how  long  it  may  have  been  delayed,  except  when, 
through  the  delay,  a  shipment  has  become  wholly  worthless  to 
the  consignee.  If  the  consignee  refuses  to  accept  a  shipment, 
the  carrier  may  sell  same  for  charges,  the  proceeds  thereof  in 
excess  of  the  charges  to  be  remitted  to  the  consignee.  This 
action  on  the  part  of  the  carrier,  however,  must  be  in  compliance 
with  the  statutes  regarding  the  sale  of  goods  for  charges. 

(2)  The  law  requires  a  carrier  to  collect  and  the  party 
legally  responsible  to  pay  the  lawfully  established  rates  without 
deviation  therefrom,  and,  generally  speaking,  both  the  consignor 
and  consignee  are  responsible  for  the  payment  of  the  lawfully 
established  rate,  the  former  as  the  party  with  whom  the  con- 
tract of  carriage  was  made,  and  the  latter  as  prima  facie  owner 
of  the  goods.  A  carrier  may,  therefore,  look  to  either  the  con- 
signor or  the  consignee  for  its  freight  charges  and  compel  pay- 
ment of  same  through  suit. 

As  to  state  shipments,  the  provisions  of  the  state  statutes, 
as  to  the  time  within  which  suit  must  be  brought,  govern.  We 
are  not  familiar  with  the  provisions  of  the  Missouri  statutes  with 
respect  to  this  matter.  As  to  interstate  shipments,  the  provi- 
sion of  paragraph  3  of  section  16  of  the  interstate  commerce  act 
governs. 

Routing — No  Obligation  on  Part  of  Owner  to  Deliver  Misrouted 
Freight  to  Connecting  Line  at  Point  of  Origin 

Maryland. — Question:  I  have  noted  with  interest  your  re- 
ply to  a  question  by  "Maryland"  in  your  issue  of  January  29, 
1921,  page  240,  regarding  initial  line's  responsibility  for  mis- 
routing  in  cases  where  it  neglects  to  turn  a  carload  shipment 
over  to  a  competing  line  at  point  of  origin  under  switching  ab- 
sorption arrangements.  In  the  decision  of  the  Interstate  Com- 
merce Commission  referred  to  by  you  the  assumption  is  that 
in  these  cases  the  carrier  to  whom  freight  was  delivered  for 
shipment  had  through  rates  to  destination  via  its  line  which 
would  allow  it  a  line  haul.  Under  such  circumstances  there  is 
no  doubt  but  that  the  initial  carrier  is  under  no  obligation  to 
deliver  to  a  competitor  at  point  of  origin  under  switching  ab- 
sorption arrangements  where  the  competing  line  has  a  lower 
through  rate.  But  in  this  case  it  must  not  be  overlooked  that 
the  initial  line  had  no  through  rates  to  destination  in  connec- 
tion with  its  own  lines  that  would  have  given  it  a  line  haul. 
It  has  always  been  my  understanding  that  the  legal  effect  of 
switching  absorption  arrangements  is  to  make  the  line-haul  rates 
of  carrier  "B"  applicable  from  team  tracks  and  sidings  of  carrier 
"A"  just  the  same  as  on  inbound  shipments  delivered  to  a  con- 
necting line  at  destination  under  switching  absorption  arrange- 
ments is  to  be  considered  in  figuring  the  lowest  combination 
when  no  through  rates  are  in  effect. 

Take,  as  a  further  illustration,  a  case  where  there  are  no 
through  rates  in  effect  and  originating  carrier  has  to  observe 
the  lowest  available  combination  and  where  there  is  a  choice 
between  a  route  giving  it  a  long  line  haul  and  one  where  it 
delivers  to  a  connecting  carrier  at  some  short-haul  junction 
point,  the  last-named  carrier  to  make  the  desired  delivery  at 
destination  by  absorbing  the  switching  charges  of  a  third  line. 
The  combination  via  the  first  route  figures  higher  than  the  sec- 
ond. Would  it  not  be  incumbent  on  the  initial  carrier  to  send 
the  shipment  via  the  route  of  lowest  combination  regardless  of 
the  fact  that  its  local  charges  to  the  short-haul  junction  would 
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figure  no  more  than  the  ordinary  switching  charge  at  a  point 
of  origin  and  the  switching  charges  of  a  third  carrier  at  destina- 
tion be  absorbed?  Is  there  any  merit  in  the  above  views? 

Answer:  We  do  not  agree  with  you  that  merely  because 
carrier  "A"  did  not  have  a  through  rate  via  its  own  line  from 
station  "C"  to  station  "D"  that  it  misrouted  the  shipment  in 
question  in  not  turning  the  shipment  over  to  carrier  "B"  at  point 
of  origin. 

In  the  International  Salt  case  the  Commission  stated  that 
the  Seaboard  Air  Line  was  under  no  obligation  to  deprive  itself 
of  a  line  haul,  but  that  it  misrouted  the  shipments,  because  it 
could  have  delivered  the  shipments  to  the  Atlantic  Coast  Line 
at  some  junction  point  other  than  point  of  origin.  Under  the 
view  you  have  taken,  carrier  "A,"  merely  because  the  rate  ap- 
plicable via  its  route  was  higher  than  the  rate  applicable  via 
the  route  of  carrier  "B,"  was  obliged  to  deprive  itself  of  a  line 
haul  and  turn  the  shipment  over  to  a  competitor  at  point  of 
origin.  It  should  be  observed  that,  when  the  drayage  charge 
is  taken  into  consideration,  the  rate  via  the  Seaboard  Air  line 
was  higher  than  the  rate  via  the  Seaboard  Air  Line  in  connection 
with  the  Atlantic  Coast  Line.  We  therefore  do  not  see  any 
distinction  between  the  two  cases. 


DELAY  IN  RECEIVING  TARIFFS 

A  circular  sent  to  members  of  the  National  Industrial 
League  says: 

"Complaints  have  been  received  from  members  of  the  League 
against  the  failure  of  carriers  to  mail  tariffs  to  those  on  the 
mailing  list  in  time  for  the  recipients  to  check  the  issue  and 
file  with  the  Interstate  Commerce  Commission  within  the  time 
prescribed  by  its  rules,  a  request  for  suspension  in  cases  where 
suspension  is  desired. 

"It  is  claimed  that  very  frequently  the  tariffs  are  not  re- 
ceived until  after  they  become  effective  or  within  a  few  days  of 
the  effective  date  so  that  shippers  and  consignees  are  unable 
to  comply  with  the  rules  of  the  Commission.  If  tariffs  are  not 
being  mailed  promptly,  those  at  fault  should  be  held  respon- 
sible and  in  order  that  the  officers  of  the  League  may  have 
reliable  information  on  this  point,  members  are  requested  to 
make  up  a  statement  covering  all  tariffs  received,  showing  the 
following  information: 

1.  Railroad  or  Agent  Issuing. 

2.  I.  C.  C.   No. 

3.  Date  of  Issue. 

4.  Effective  Date. 

5.  Postmark. — <Jate,  if  any.     (The  envelope  in  which  the  tariff  or 
tariffs  were  received,  if  it  bears  a  postmark,  should  be  preserved  and 
sent   in   with   your   report.      In    such   cases,    care    should   be    taken   to 
identify   each    envelope   by   endorsing   thereon    the    description    of   the 
tariff  or  tariffs  it  contained,   together  with  the  exact  date  and  hour 
received.) 

6.  Date  Tariff  Received. 

"Members  should  indicate  opposite  the  tariff  number  by  a 
cross  or  some  designating  mark,  the  tariffs  received  too  late 
for  checking  within  ten  days  of  the  effective  date,  and  also 
all  tariffs  received  within  a  period  of  ten  days  before  they  be- 
come effective,  as  well  as  those  that  are  received  after  they  be- 
come effective. 

"This  information  should  be  sent  promptly  to  the  Execu- 
tive Secretary,  at  the  end  of  each  week  for  a  period  of  four 
weeks.  These  statements  will  be  carefully  checked  and  will  be 
used  as  the  basis  of  some  recommendation  by  the  League. 

"There  is  now  before  Congress,  an  amendment  to  the  act 
to  regulate  commerce,  restoring  the  Smith  amendment,  under 
which  the  carriers  would  have  to  obtain  permission  before  ad- 
vancing rates.  This  practice  was  found  to  be  very  objection- 
able by  a  large  number  of  our  members  in  that  the  applica- 
tions were  so  indefinite  they  were  in  many  cases  not  under- 
stood. If  the  League  can  show  the  Commission  that  the  car- 
riers are  either  intentionally  or  negligently  failing  to  distribute 
tariffs  in  proper  time  for  checking,  it  is  believed  that  some 
remedy  can  be  applied  that  will  have  the  effect  of  making  the 
re-enactment  of  the  Smith  Amendment  unnecessary. 

The  co-operation  of  all  League  members  is  essential  to 
show  what  the  facts  are.  Obviously  a  few  isloated  cases  of 
detention  will  not  be  convincing  and  it  is  hoped  that  members 
will  respond  to  this  request  in  a  way  that  will  enable  the 
Executive  Secretary  to  use  the  replies  as  a  basis  for  some 
recommendation  to  the  Commission." 


STORAGE  CHARGES  ON  TANK  CARS 

The  complaint  in  No.  11962,  Western  Petroleum  Refiners' 
Association  vs.  Aberdeen  &  Rockfish  et  al.,  hearing  on  which  was 
held  before  Examiner  Bronson  Jewell  in  Chicago,  February  15, 
alleges  that  the  practice  of  charging  storage  on  tank  cars  of 
gasoline  and  other  inflammable  liquids  on  private  sidings,  when 
the  ownership  of  the  cars  and  the  tracks  are  the  same,  is  unjust 
and  unreasonable.  The  practice  has  come  about,  the  refiners 
allege,  because  the  railroads  have  defined  railroad  premises  as 
"all  tracks  used  by  any  railroad  for  its  own  use  and  purposes." 
Most  of  the  contracts  between  the  owners  of  private  sidings  and 
the  railroads  wjth  which  they  connect  contain  clauses  allow- 


ing the  railroad  to  use  the  siding  for  its  own  purposes  or  for 
the  purpose  of  serving  third  parties. 

This  condition  was  outlined  by  A.  T.  Sindel,  rate  specialist 
of  the  refiners'  association,  who  read  into  the  records  the  rule, 
from  J.  D.  Fairbank's  tariff,  I.  C.  C.  No.  9.  The  charge  exacted 
under  this  rule  is  $2.50  a  day  after  48  hours.  No  demurrage 
is  charged  on  private  cars  on  private  sidings.  Mr.  Sindel  called 
attention  to  the  fact  that  the  storage  charge  is  not  applied  on 
liquids  which  are  not  required  to  bear  the  inflammable  placard, 
among  which  are  coal  tar  oil,  paint  dryier  and  naphtha  distillate. 
The  association,  he  said,  had  conducted  an  investigation  among 
its  members  which  showed  that  35  of  them  owned  private  side- 
tracks, that  all  of  them  had  clauses  permitting  the  railroad  to 
use  these  tracks,  and  that  on  34  the  railroads  had  never  availed 
themselves  of  this  privilege. 

The  relative  hazard  of  gasoline  in  tank  cars  on  side  tracks 
and  in  storage  tanks  was  discussed  by  C.  S.  Hall,  Chicago  divi- 
sion  manager  of  the  Transcontinental   Oil   Company.     He   said 
that  the  special  precautions  with  which  the  cars  were  hedged 
about  made  them  even  safer,  in  most  instances,  than  the  storage    i 
tanks.     He  also  said  that  all  the  refineries  with  which  he  was 
acquainted  were  located  at  the   terminals  of  their  spur  tracks 
and   that,  therefore,   the  railroad   could  not  use   them  to  serve    , 
third  persons.     A.  F.  Wynn,  traffic  manager  of  the  Midland  Re- 
fining Company,  Eldorado,  Kansas,  said  gasoline  was  invariably 
unloaded  from  tank  cars  as  soon  as  possible,  that  the  storage 
charge  did  not  hasten  this  operation,  and  that,  therefore,  it  was 
not  a  penalty  charge  but  merely  a  source  of  revenue  for  the  I 
railroads. 

The  defense,  conducted  by  R.  W.  Barrett,  of  the  Lehigh 
Valley  Railroad,  took  the  position  that  the  charge  was  simply 
a  safety  measure.  To  substantiate  this,  Beverly  W.  Dunn,  chief 
inspector  of  the  Bureau  of  Explosives,  testified  that  the  measure 
was  adopted  at  his  suggestion  only  after  it  had  been  found  that 
nothing  else  would  work.  He  dwelt  on  the  danger  of  gasoline 
shipments  and  introduced  exhibits  showing  the  number  of  acci- 
dents resulting  from  tank  car  storage  on  private  tracks. 

Col.  Dunn  was  followed  by  a  number  of  the  regional  inspec- 
tors of  the  bureau,  who  related  the  circumstances  surrounding  ; 
various  accidents  which  had  occurred  in  their  districts.  One 
of  these  men — R.  H.  Innes  of  Texas — spoke  feelingly  of  the 
danger  of  "weathering"  gasoline  in  open  tank  cars,  a  practice 
which  he  said  was  common  in  the  Texas  refining  regions.  When 
asked  whether  he  could  prove  that  this  practice  was  dangerous, 
Mr.  Innes  said:  "Well,  we're  burning  'em  up  and  killing  'em. 
I  guess  that's  proof  enough." 

The  defense  pointed  out  that  Mr.  Sindel  had  been  in  error 
when  he  mentioned  several  inflammable  liquids  as  not  requiring 
the  placard.  Inflammable  liquids,  the  witness  said,  were  those 
which  had  a  flash  point  below  80  degrees  F.,  and  those  men- 
tioned by  Mr.  Sindel  were  only  shipped  without  the  placard 
when  they  did  not  fall  in  that  class.  Brief  date  was  set  for 
March  17. 


MINOR  COMMISSION  ORDERS 

1627,  Henry  E.  Meeker  trading  as  Meeker  &  Co.  vs.  Erie 
et  al. — proceeding  dismissed. 

10115,  fifteenth  section  application  3580,  Illinois  Terminal 
rate  cancellations — proceeding  discontinued. 

10209,  James  Rowland  &  Co.  vs.  Delaware,  Lackawanna  & 
Western  et  al. — complaint  dismissed. 

11666,  S.  J.  Hawkins  vs.  Southern  Pacific  et  al. — complaint 
dismissed  for  lack  of  prosecution. 

10757,  N.  Z.  Graves,  Inc.,  vs.  Western  &  Atlantic  et  al.  Com-l 
plainant's  petition  for  rehearing  denied. 

4800,  Sloss-Sheffield  Steel  &  Iron  Co.  et  al.  vs.  Louisville  & 
Nashville  et  al.  Defendants'  petition  for  further  oral  argument 
denied. 

1210G,  West  Kentucky  Coal  Bureau  vs.  Illinois  Central  et  al. 
Illinois  Coal  Traffic  Bureau  permitted  to  intervene. 

11950,  Minnesota  &  Ontario  Paper  Co.  et  al.  vs.  Northern; 
Pacific  et  al. — Western  Newspaper  Union  permitted  to  inter- 
vene. 

11969,  Hazard  Coal  Operators'  Exchange  et  al.  vs.  Louisville; 
&  Nashville,  Molus  Coal  Co.,  Crane  Creek  Coal  Co.,  and  In-i 
diana  Creek  Coal  Co. — dismissed. 

11981,  Lake  Superior  Paper  Co.,  Ltd.,  and  G.  H.  Mead  Co. 
vs.  Ahnapee  &  Western  et  al.— Minnesota  &  Ontario  Paper  Co. 
permitted  to  intervene. 

12108,  Wisconsin  Traffic  Assn.  vs.  Chicago  &  Northwestern 
et  al. — West  Virginia  Pulp  &  Paper  Co.,  Inc.,  and  Minnesota  & 
Ontario  Paper  Co.  permitted  to  intervene. 

I.  and  S.  1175,  Coffee  from  Galveston,  Tex.,  and  other  Gulf 
ports.  Proceeding  reopened  for  such  further  hearing  as  th^ 
Commission  may  hereafter  direct  to  determine  the  just  ancj 
reasonable  rates  to  be  maintained  by  respondents  on  coffee,  C.  L. 
from  Galveston  and  other  Texas  ports  to  Memphis,  Tenn.,  Yin 
cennes,  Ind.,  Sioux  Falls,  S.  D.,  and  points  in  Arkansas,  Okla 
homa,  Missouri,  Kansas,  Nebraska,  Iowa,  Minnesota,  Wisconsii 
and  Illinois,  and  from  New  Orleans,  La.,  and  other  Gulf  port: 
taking  same  rates  to  Sioux  Falls,  S.  D.,  and  to  points  in  Arkan 
sas,  Oklahoma,  Kansas  and  Nebraska. 
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A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


PERCENTAGE  INCREASES 

l-Mii or  The  Traffic  World: 

The  writer  wishes  to  comment  on  the  item  in  your  February 
">  issue,  under  "Plan  to  Change  Rate  Section." 

Surely  no  one  can  offer  any  serious  objections  to  the  rail- 
roads earning  an  average  of  6  per  cent  on  their  physical  value 
if  i  hey  are  managed  efficiently  and  economically.  The  trouble 

hat  the  method  of  advancing  the  rates—percentages  of  vari- 
ous amounts — is  wrong.  This  may  have  done  fairly  well  during 
the  war  emergency,  when  General  Order  No.  28  was  issued,  as 
there  was  then  no  competitive  market  worth  mentioning,  so  the 
destruction  of  relationships  was  not  material. 

In  my  opinion  the  transportation  act  should  be  so  amended 
as  to  forbid  general  percentage  increases.  The  fact  that  they 

ilt  in  increasing  depressed  rates  small  amounts,  abnormally 
rates  large  amounts,  and  disrupt  all  relationships,  makes 
this   method   impractical  and   it   should   be   forbidden.     If  some 
cannot  be  found  of  allowing  rates  that  will  permit  of  a  6 
PIT  cent  return  without  using  the  percentage  method  of  changing 
them,  then  the  rate-making  section  should  be  changed  to  elimi- 
nate the  6  per  cent  requirement. 

Chattanooga  Sewer  Pipe  Works, 
B.  R.  Shepherd,  Traffic  Manager. 

Chattanooga,  Tenn.,  Feb.  10,  1921. 


TRACING  L.  C.  L.  SHIPMENTS 

Editor  The  Traffic  World: 

Many  things  in  the  letter  A.  W.  Stebbings,  traffic  manager 
of  the  Thatcher  Manufacturing  Company,  in  the  January  29  issue, 
are  good. 

His  proposal  for  charging  on  what  he  calls  tracing  and  ex- 
pediting delayed  shipments  is  theoretically  wrong.  What  con- 
stitutes delay  in  a  shipment  is  a  matter  of  opinion.  It  is  one 
on  which  the  shipper  and  the  railroad  official  would  never  agree. 
Furthermore,  expediting  delivery  of  a  shipment  by  tracing  Is 
questionable. 

Tracing  of  less-carload  shipments  is  based  on  records  made 
by  the  shipment.  These  records  are  not  usually  available  until 
the  shipment  has  passed.  Therefore,  nine  out  of  ten  tracers 
are,  in  my  opinion,  worthless. 

Delivery  of  a  shipment  can  be  shown  through  tracing  chan- 
nels or  by  claim.  If  the  policy  outlined  by  Mr.  Stebbings  is 
good  in  tracing,  it  is  good  in  claims.  It  is,  I  believe,  based  on 
a  theory  of  charges  for  extra  service — that  is,  service  which  is 
not  included  in  the  actual  cost  of  transportation.  The  sound- 
ness of  this  theory  can  be  determined  by  following  it  through 
to  its  ultimate  conclusion.  In  this  way  we  arrive  at  the  decision 
that  when  the  solicitor  of  the  railroad  gives  us  valuable  informa- 
tion regarding  package  car  service — that  is,  information  which 
we  can  use  to  our  advantage — we  are  supposed  to  pay  extra. 
The  quotation  of  rates  (when  they  are  correct)  is  also  another 
form  of  service  which  is  analogous  to  tracing. 

When  delivery  of  traced  shipments  is  shown,  it  makes  the 
filing  of  claim  unnecessary.  Put  a  charge  on  tracing,  and  you 
are  going  to  increase  materially  the  number  of  claims  filed.  It 
.  costs  more  to  show  delivery  through  a  claim  than  by  tracing. 
Isn't  the  cost  of  tracing,  quotation,  solicitation,  handling  of 
I'laims,  and  miscellaneous  other  items  of  service  included  in 
the  cost  of  operating  a  railroad?  If  so,  the  present  rates,  and,  as 
a  matter  of  fact,  any  future  rates,  guarantee  the  railroad  proper 
><  imbursemen  for  this  service.  Mr.  Stebbings's  proposal  really 

as  (hat  they  will   be  paid  twice  for  the  same  work.     This 

ot  customary  among  New  England  Yankees.     A  Yankee  ob- 
to  paying  twice  for  his  lemons. 

W.  F.  Price,  Traffic  Manager, 
The  J.  B.  Williams  Co. 

Glastonbury,  Conn.,  Feb.  9,  1921. 


February  8,  and  was  delivered  to  the  Clover  Leaf  at  Continental, 
O.p  at  3:30  a.  m.  on  the  9th.  Car  arrived  in  East  St.  Louis  the 
morning  of  the  10th. 

This  service,  the  writer  believes,  should  suit  almost  anyone. 
The  Genesee  Pure  Food  Company. 

H.  L.  Gayton,  Traffic  Manager. 
LeRoy,  N.  Y.,  Feb.  12,  1921. 

Editor  The  Traffic  World: 

I  have  read  in  your  columns  many  examples  of  good  service 
rendered  by  carriers,  but  have  not  yet  seen  one  that  excelled 
the  following: 

On  January  27  we  loaded  a  carload  of  automobiles  In  the 
Huntington  Avenue  yards  of  the  Boston  &  Albany  Railroad, 
routed  to  travel  to  St.  Louis,  Mo.,  via  that  line,  c|o  the  New 
York  Central  and  Big  Four.  Although  movement  of  the  car  did 
not  start  until  late  that  evening,  it  arrived  at  destination  Janu- 
ary 31,  making  less  than  96  hours'  actual  running  time  In  transit, 
or  an  average  of  better  than  306  miles  a  day. 

This  truly  is  getting  back  to  pre-war  service  and  is  a  striking 
comparison  with  the  service  of  only  twelve  months  ago,  when 
we  considered  fifteen  or  twenty  days  good  time  on  carload  traffic 
between  Boston,  Mass.,  and  St.  Louis,  Mo. 

United  Drug  Company, 
G.  F.  Burns,  Traffic  Manager. 

Boston,  Mass.,  Feb.  11,  1921. 


SPEED  IN  MOVING  FREIGHT 

Kditor  The  Traffic  World: 

The  writer  has  noticed  at  different  times  items  in  The  Traffic 
World  commenting  on  the  promptness  in  which  carload  ship- 
ments are  now  moved  over  different  lines,  and  would  not  like 
to  allow  the  case  that  was  called  to  our  attention  this  morning 
to  get  by  without  being  mentioned. 

A  car  of  our  products  destined  East  St.  Louis,  111.,  was  for- 
warded west  from  Buffalo  over  the  Nickel  Plate  at  7:10  a.  m., 


THE  SHIPPER'S  TEN  COMMANDMENTS 

1.  Thou  shalt  be  courteous  and  considerate  toward  all  men, 
for  it  fatteneth  thy  pay  envelope  and  prolongeth  thy  days  with 
the  firm. 

2.  Thou  shalt  accept  no  man's  word  without  verification. 
Thou  shalt  check  his  offering  of  money  or  merchandise  by  the 
record  and  if  he  speaketh  truly,  sign  thy  name  and  he  shall  do 
likewise  by  thee,  and  no  offense  may  be  taken  for  verily  that  is 
business. 

3.  Thou  shalt  not  delay  thy  neighbor's  dray,  his  truck  nor 
his  messenger,  for  their  time  is  as  money  to  thy  neighbor,  and 
if  thou  stealest  his  time  for  which  he  payeth,  behold,  he  hateth 
thee,  but  speaketh  not  for  policy's  sake,  and  if  he  retaliates  in 
like  manner,  thou  art  but  served  justly.    Therefore,  speed   thy 
neighbor's  dray,  his  truck  or  his  messenger  on  their  way,  that 
the  bread  so  cast  on  the  waters  shall  return  to  thee  an  hundred 
fold. 

4.  Thou  shalt  check  the  name  of  thy  customer,  and   the 
town   and   state  where   he  dwelleth,   on  all   shipments  he  shall 
order  made  unto  him,  that  he  may  rise  up  and  call  thee  blessed, 
and  that  the  railroad  man  will  also  bless  thee  and  keep  thy 
good  work  in  remembrance  so  long  as  thou  cumber  the  earth. 

5.  Thou  shalt  route  thy  shipments  as  thy  customer  directs, 
and  though  he  may  know  aught  of  what  he  doeth,  thou  shalt 
not  call  him  a  fool  and  route  contrary  to  his  wish,  for  knoweth 
he  not  his  own  business,  and  if  his  act  be  folly,  verily  he  payeth 
for  it  and  groweth  in  wisdom. 

6.  Thou  shalt  route  all  shipments  as  thou  wouldst  thine 
own,  if  thy  customer  routeth  them  not,  lest  he  troubleth  thee 
with   requests   to   trace,  which   availeth   him  not,   and   causeth 
him  to  curss  thee  and  thy  house  and  depart  therefrom  forever. 

7.  Thou   shalt  write  thy  tags  and  thy  bills  of  lading  and 
also  mark  thy  goods  so  that  the  wayfaring  man  though  a  fool 
may  read   and  understand.     And   in  all  ways  that  are  written 
in  the  book  of  consolidated  classification  shalt  thou  prepare  thy 
shipments  that  they  may  go  speedily  and  without  loss.    Verilj 
this  is  the  greatest  commandment. 

8.  Thou  shalt  not  ship  the  order  that  cometh  last  before 
thou  shippest  the  order  which  cometh  first,  but  in  an  orderly 
and  just  manner  shalt  thou  send  forth  thy  shipments. 

9.  If  thy  customer  needeth  thy  help  to  locate  and  effect 
delivery  of  his  shipment  and   calleth  on   thee  in  his  distress, 
thou  shalt  help  him  with  all  thy  heart  and  with  all  thy  mind 
and  with  all  thy  soul.     The  Lord  knoweth  that  there  Is  little 
that  thou   canst  do,   but   it  helpeth   to  do   that   little  as   thou 
wouldst  go  to  a  banquet,  where  they  serve  that  which  is  contrary 
to  the  eighteenth  amendment. 

10.  If  thy  shipment  goeth  astray  and  wandereth  off  into  the 
lands  of  the  Heathen,  where  thou  knoweth  not,  duplicate  thy 
shipment  promptly,  and  it  be  not  found  within  thirty  days,  file 
thou  a  just  claim  against  transportation  company  to  protect  thy 
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customer   from   loss   and   when   he   faileth   to   pay   his   bill    the 
railroad  company  shall  recompense  thee. 

W.  J.  Holliday  &  Co.,    . 
J.  B.  Huntington,  Traffic  Manager. 
Indianapolis,   Ind.,  Feb.   15,  1921. 

SHIPPING  BOARD  STATUS 

The  Traffic  World   Washington  Bureau 

Shipping  Board  officials  were  given  consideration  this  week 
to  questions  affecting  the  status  of  the  present  members  of  the 
board  and  what  would  be  likely  to  happen  in  the  event  that 
President  Harding,  immediately  after  March  4,  did  not  name  a 
new  Shipping  Board. 

The  present  members  of  the  board,  who  took  office  on  De- 
cember 1,  under  recess  appointments  by  President  Wilson  have 
been  serving  without  pay,  the  comptroller  of  the  treasury  having 
ruled  that  they  could  not  be  paid  as  recess  appointees.  The 
names  of  the  members  were  sent  to  the  Senate  on  December 
6  by  President  Wilson  but  no  action  has  been  taken  thereon. 

Officials  of  the  board  have  suggested  that  in  view  of  this 
situation  the  question  may  arise  after  March  4  as  to  whether 
the  acts  of  the  board  since  December  1  have  been  legal  because 
under  the  federal  law  it  is  provided  that  no  one  shall  serve  the 
government  without  compensation.  To  date  Congress  has  taken 
no  steps  toward  providing  a  fund  for  the  payment  of  the  board 
members  for  their  services  since  December  1.  It  is  not  believed, 
however,  that  any  act  of  the  board  since  December  1  would  be 
seriously  questioned  as  illegal  or  void  because  the  trend  of  court 
decisions  in  similar  cases  is  to  the  contrary. 

The  "life"  of  the  present  members  of  the  board  expires 
March  4 — they  go  out  with  President  Wilson.  It  has  been  sug- 
gested that  Admiral  Benson  and  Commissioner  Donald,  who  made 
up  all  that  was  left  of  the  old  Shipping  Board  when  President 
Wilson  named  the  new  board  and  included  them  therein,  may 
hold  office  after  March  4  until  President  Harding  nominates  a 
new  board. 

Admiral  Benson  himself  has  no  definite  idea  as  to  just 
where  he  will  be  on  March  4.  He  says  he  has  been  too  busy 
with  other  matters  to  give  consideration  to  that  question.  The 
present  board  is  not  holding  up  action  on.  any  important  ques- 
tions because  of  the  uncertainty  of  its  tenure,  the  chairman  said. 

The  present  board,  however,  is  not  likely  to  take  any  action 
with  respect  to  the  enforcement  of  Section  ??  of  the  merchant 
marine  act,  Admiral  Benson  said.  This  will  be  a  problem  for 
the  new  board  to  solve.  The  board  also  has  a  number  of  im- 
portant cases  involving  agreements  between  American  steamship 
companies  and  foreign  companies,  such  as  the  I.  M.  M. -British 
agreements  and  those  made  since  the  war  with  German  interests. 

Among  those  who  are  being  mentioned  as  possible  candi- 
dates for  the  new  Shipping  Board  are  Representative  Edmunds, 
of  Pennsylvania,  an  active  member  of  the  House  committee  on 
the  merchant  marine  and  fisheries;  Robert  A.  Dean,  special  as- 
sistant to  Admiral  Benson,  and  former  general  counsel  of  the 
board;  Joshua  Alexander,  secretary  of  commerce;  Senator  Cham- 
berlain of  Oregon;  Chairman  Benson,  and  Commissioner  Thomp- 
son. 

While  there  appears  to  be  ground  for  believing  that  Ad- 
miral Bfnson  will  be  one  of  the  Harding  nominees  for  the  board, 
it  is  not  believed  that  he  will  be  made  chairman,  the  theory 
being  that  the  Republican  administration  will  desire  a  Republi- 
can as  chairman. 


OCEAN  FREIGHT  RATES 

The  Traffic  World  Washington  Bureau 

Ocean  freight  rates  have  reached  the  bottom,  in  the  opinion 
of  Admiral  Benson,  chairman  of  the  Shipping  Board,  who  an- 
ticipates that  some  improvement  may  be  looked  for  in  the  ocean 
shipping  situation.  Additional  tie-ups  of  vessels  which  are  not 
showing  a  profit,  or,  rather,  on  which  there  are  constant  losses, 
no  doubt  will  be  necessary,  the  chairman  said.  Regular  routes 
established  by  the  board,  however,  will  be  continued,  even  at  a 
temporary  loss,  he  said. 

Consideration  of  what  shall  be  done  with  the  Leviathan,  the 
large  passenger-package  vessel  which  the  board  has  had  tied  up 
for  some  time,  will  be  taken  up  by  the  board  soon.  The  board's 
construction  and  repair  department  has  recommended  that  the 
vessel  be  reconditioned,  but  Chairman  Benson  said  the  present 
financial  condition  of  the  board  will  not  permit  that.  Reduction 
in  the  maintenance  costs  of  the  vessel  is  the  present  object  of 
the  board,  he  said.  The  board  is  willing  to  sell  the  ship  if  an 
adequate  bid  is  made,  but  no  prospective  buyers  have  shown  up 
recently. 


H.  E.  Manghum  commerce  attorney  on  the  staff  of  Chief  Counsel 
Hyzer.  Mr.  Manghum  has  been  employed  by  the  board  prac- 
tically all  the  time  of  its  existence.  At  one  time,  before  the 
United  States  entered  the  world  war,  Otis  Beall  Kent  and  Mr. 
Manghum  seemed  in  a  fair  way  to  put  the  rate  business  of  the 
board  on  a  basis  very  similar  to,  if  not  identical  with,  that  of 
the  older  body.  But  when  the  war  came  on  the  regulatory  work 
of  the  board  was  thrown  into  a  shadow  and  the  work  of  Kent 
and  Manghum  was  forgotten,  even  to  the  extent  that  those 
higher  up  forgot  that  rules  of  practice  governing  complaints 
about  rate  matters  had  been  prescribed. 

It  is  considered  probable  that  the  rules  prepared  by  Kent 
will  be  revised  and  put  out  by  the  board  to  serve  as  a  guide  for 
attorneys  and  others  bringing  rate  matters  to  its  attention,  and 
that  the  board's  work  in  connection  therewith  will  be  handled  by 
Mr.  Manghum.  He  has  had  charge  of  the  tariffs  filed  with  the 
board.  That  file  is  not  very  large,  but  when  the  work  is  again 
organized  it  is  believed  it  will  be  brought  up  to  as  near  com- 
pletion as  are  the  files  of  tariffs  kept  by  the  Interstate  Commerce 
Commission. 


BOARD'S  COAST-TO-COAST  POLICY 

The  Traffic  World   Washington  Bureau 

"Where  Shipping  Board  vessels  are  competing  unnecessarily 
with  private  lines  and  stability  of  service  is  assured,  there  will 
be  no  additional  Shipping  Board  vessels  placed  in  that  service 
unless  there  is  necessity  for  such  action,"  Admiral  Benson, 
chairman  of  the  board,  said  when  asked  as  to  the  board's  atti- 
tude with  respect  to  the  intercoastal  service  as  the  result  of  ' 
the  hearing  on  that  matter. 

The  board  has  not  yet  made  a  formal  decision  in  regard  to 
the  protests  of  private  steamship  companies  against  the  board 
allocating  vessels  to  the  coast-to-coast  trade.  The  chairman 
reiterated,  however,  that  it  was  not  likely  that  there  would  be 
any  reversal  of  the  board's  action  in  allocating  five  vessels 
to  the  North  Atlantic  &  Western  S.  S.  Co. 

There  is  a  feeling  among  Shipping  Board  officials  that  for  ! 
the  board  to  take  the  vessels  away  from  the  North  Atlantic  & 
Western  would  be  going  against  its  policy  to  build  up  trade 
routes  between  the  lesser  Atlantic  ports  and  Pacific  ports. 
There  is  also  a  feeling  that  the  opposition  to  allocation  of  ves- 
sels by  the  board  in  that  service  comes  from  interests  which 
are  partial  to  the  port  of  New  York. 

Admiral  Benson,  in  a  speech  at  New  York,  attacked  the 
port  facilities  of  New  York,  declaring  they  were  a  disgrace  to 
the  nation.  He  said  the  port  must  get  proper  facilities  for 
handling  freight  and  cargoes,  adding  that  there  was  not  a  single 
modern  pier  with  the  proper  freight  and  cargo  handling  devices 
in  New  York.  He  said  it  was  necessary  to  develop  ports  as 
well  as  trade  routes. 


WEIGHT  OF  PARCEL-POST  PACKAGES  TO  SPAIN 
According  to  a  cablegram  from  Commercial  Attache  C.  H. 
Cunningham,  Madrid,  under  date  of  February  11,  1921,  orders 
have  been  issued  authorizing  the  admission  of  parcel-post  pack- 
ages in  Spain  up  to  10  kilos  (22  pounds)  each,  provided  that 
total  shipments  from  one  consignor  to  one  consignee  by  the 
same  boat  do  not  amount  to  more  than  25  kilos  (55  pounds).  The 
weight  limit  has  been  5  kilos  (11  pounds)  until  this  order  was 
issued. 


SHIPPING  BOARD  METHODS 

The  Traffic   World   Washington  Bureau 

In   its   moves   toward   putting   its   business,   particularly    in 

t  to  rates,  on  a  basis  that  will  correspond  more  closely  to 

'methods  used  by  the  Interstate  Commerce  Commission  in 

almg  with  rate  matters,   the   Shipping   Board   has   appointed 


RAILROAD-STEAMSHIP  AGREEMENTS 

The   Traffic   World   Washington  Bureau 

Senator  Fletcher,  of  Florida,  submitted,  Feb.  14,  a  resolution 
providing  "that  the  Interstate  Commerce  Commission  be,  and  it 
is  hereby  requested  to  furnish  to  the  Senate  full  information 
regarding  all  traffic  agreements,  arrangements,  or  understand- 
ings between  the  eastern  trunk-line  railroads  and  the  foreign- 
flag  steamship  lines."  The  resolution  was  referred  to  the  com- 
mittee on  commerce. 

Senator  Fletcher,  when  asked  about  the  resolution,  said  com- 
plaints had  been  made  to  him  of  the  existence  of  agreements 
between  the  eastern  trunk  lines  and  foreign  steamship  com- 
panies which  result  in  discrimination  against  American  shipping, 
and  that  his  purpose  in  submitting  the  resolution  was  to  obtain 
information  pertaining  thereto,  if  possible. 

Paragraph  (5)  of  section  6  of  the  interstate  commerce  act 
provides  that  "every  common  carrier  subject  to  this  act  shall 
also  file  with  said  Commission  copies  of  all  contracts,  agree- 
ments, or  arrangements  with  other  common  carriers  in  relation 
to  any  traffic  affected  by  the  provisions  of  this  act  to  which  il| 
may  be  a  party." 

It  is  believed  that,  although  foreign  ocean  carriers  do  notj 
come  under  the  definition  of  "other  common  carriers"  the  Comj 
mission,  if  the  resolution  is  adopted  by  the  Senate,  could  insti 
tute  an  inquiry  and  require  the  trunk  lines  to  produce  any  sue! 
agreements  as  are  referred  to  in  the  resolution. 

The  Shipping  Board  is  having  a  general  study  made  to  de 
velop  practices  by  foreign  rail  or  ocean  carriers  which  result  ir' 
discrimination  against  American  ports  or  commerce,  Admira 
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Unison,   cliiiiniiiin    ot    the    board,   said   when   his   attention   was 

railed   to   the   resolution  introduced   in   the   Senate  by  Senator 

rher  relative  to  traffic  agreements  between  eastern  trunk 

lint  s  ami  foreign  steamship  companies.  He  said  the  matter  also 

would  receive  attention  from  the  Joint  committee  of  the  Shipping 

1  !na  nl  and  the  Interstate  Commerce  Commission.    He  said,  how- 

thcre  was  nothing  definite  on  the  subject  at  this  time. 


Personal  Notes 


IMPORT  AND  EXPORT  RAIL  RATES 

Tlu-  order  of  the  Commission  (see  Traffic  World  February  12, 
:!53)  as  to  rail  rates  that  will  apply  on  import  and  export 
in  nts.  if  and  when  Section  28  of  the  Merchant  Marine  Act 
of  1920,  otherwise  known  as  the  Jones  shipping  law,  becomes 
operative,  ia  as  follows: 

11  appearing.  That  Section  28  of  the  Merchant  Marine  Act,  1920, 
orlzes  tin-  Commission,  upon  certification  of  the  United  States 
Shipping  I'.oai-d.  to  suspend  by  order  the  operation  of  the  provisions 
.hi  s.i  tion  for  such  length  of  time  and  under  such  terms  and 
hiioiis  a*  it  may  prescribe  in  such  order,  or  In  any  order  supple- 

1  thereto: 

It   further  appearing.  That  by  order  of  June  14,  1920,  and  supple- 
mental orders  of  July  27  and  December  11,  1920,  the  provisions  of  said 
on   L'x   were,    upon  appropriate   certifications  of  the   United  States 
shiH'.m;   Hoard,  suspended  until  the  further  order  of  this  Commission; 
And  it   further  appearing.  That  there  has  been  and  will  be  uncer- 
\    with    respect    to    the    rates    applicable    on    export    and    import 
shipment*    in    transit    at    the    time    when    the    provisions    of    the    said 
on    shall    have    become   effective,    and   the   United   States   Shipping 
Hoard    having   expressed    its   concurrence    in   the   established    principle 
under  the    Interstate  Commerce  Act  rates  applicable  upon  given 
shipments  cannot  be  changed  while  the  said  shipments  are  in  transit 
the  lines  of  common  carriers  subject  to  the  Interstate  Commerce 
Act: 

It    is    ordered.    That    the    following    conditions    be,    and    they   are 
!iy.  prescribed  as  supplemental  to  the  orders  aforesaid  suspending 
:>ro\isions  of  Section  28  of  the  Merchant  Marine  Act.   that  is  to 
that    notwithstanding  the   provisions  of  the  aforesaid   Section   28 
lieeome   effective   during  the    time   when   export   or   Import   ship- 
ments  are   in   transit   to   or   from   the   ports   of  export  or   import   the 
\vinp  conditions  shall  be  observed: 

1.     With  respect  to  all  export  shipments  delivered  to  and  receipted 
for  by  common  carriers  subject  to  the  provisions  of  Sec.  6  of  the  Inter- 
Commerce   Act   the   rates   to   the   ports  in   force   and   applicable 
'   said   shipments  via  the  lines  of  said  carriers   upon  the  date  of 
erj    to  and  receipt  by  such  carriers  shall  be  applied  to  said  ship- 
ments; and. 

'2.     With    resp«ct    to    all    import    shipments   delivered    to   and    re- 

ted   'or  by  common  carriers  subject  to  the  provisions  of  Section  6 

nf   the    Interstate    Commerce    Act    the    rates    from    the    ports    in    force 

and  applicable  to  said  shipments  over  the   lines  of  said  carriers  upon 

the  d  u.    of  delivery  to  and  receipt  by  such  carriers  shall  be  applied 

id  shipments. 


HAVANA  PORT  CONGESTION 

Advices  to  the  Department  of  Commerce  from  Havana, 
Cuba,  indicate  continued  improvement  in  the  port  congestion 
situation.  The  latest  cablegram  received,  under  date  of  Feb- 
ruary 9,  stated  that  there  were  60  American  vessels  in  Havana 
harbor  as  compared  with  68  for  the  preceding  week. 

"During  the  past  week,"  the  cablegram  stated,  "15  foreign 

-els  and  49  American  vessels  cleared  for  American  ports. 
It  is  reported  by  the  captain  of  the  port  that  the  total  number 
of  vessels  entering  was  101  American  and  30  foreign,  and  that 
during  the  last  half  of  January  93  American  vessels  and  41 
foreign  vessels  departed.  It  is  reported  by  the  customs  au- 
thorities that  548,000  packages  were  dispatched  during  the  past 
week,  in  comparison  with  434,000  for  the  week  previous.  This 
is  the  largest  number  which  has  been  dispatched  in  any  one 
week  since  September,  1920.  The  total  of  warehouses  which 
have  been  bonded  number  37  private,  and  there  are  several 
additional  applications  for  bonding.  An  auction  sale  is  ex- 
pected by  the  special  supervisor  of  port  congestion  about 
February  15,  which  is  to  comprise  only  perishable  goods.  On 
January  24  the  customhouse  was  to  commence  one  which  was 
to  cover  goods  received  between  the  years  1912  and  1919.  On 
,  February  10  the  second  sale  is  called  which  comprises  goods 
which  have  been  in  storage  over  a  year. 

"Every  facility  is  being  offered  in  order  that  merchants 
may  remove  or  place  in  bonded  warehouses  the  goods  which 
have  been  consigned  to  them.  Articles  107  and  109  of  the  cus- 
toms regulations  are  being  carried  out  as  suggested  by  the 
loint  Cuban-American  Commission.  The  general  outlook  Is 
favorable  for  the  ultimate  relief  of  the  congestion  in  the  har- 

.   and   quantities    of   textiles,    paper,   shoes,    etc.,    have    been 
transferred   to   the   bonded   warehouses." 


HOG  ISLAND  STEEL  BIDS 

Sealed  bids  will  be  received  by  the  Shipping  Board  on  March 
-  on  approximately   110,000   tons   of  surplus   ship   steel   at.   HOK 

island,    Pa. 


HOCKING   VALLEY    BONDS 

The  issuance  by  the  Hocking  Valley  Railway  Company 
$-.<iii7,000  of  general  mortgage  6  per  cent  gold  bonds  for 

pledging,  in  addition  to  $183,000  of  general  mortgage  6  per  cent 
il  bonds  now  in  the  company's  treasury,  for  a  loan  of  $1,665,000 

from   the   federal    revolving  fund,    has   been   authorized   by   the 

Commission. 


F.   M.   Elkinton   was   elected   president    of    the   Milwaukee 
Traffic  Club  at  the  annual  meeting,  February  4.    He  Is  president 

of  F.  M.  Elkinton,  Inc.,  of 
Milwaukee  and  Chicago, 
traffic  managers  for  the 
Wisconsin  Retail  Lumber- 
men's Association,  the  She- 
fa  o  y  g  a  n  Association  of 
Commerce,  the  Wisconsin 
Independent  Cheese  Deal- 
ers' Association,  the 
Wholesale  Cheese  Deal- 
ers' Association  of  Chi- 
cago and  various  other 
associations,  besides  han- 
dling the  traffic  affairs  of 
many  other  individual  In- 
dustries in  the  central 
west.  The  club  is  plan- 
ning an  active  campaign. 
The  other  officers  elected 
are:  First  vice-president, 
J.  G.  Love;  second  vice- 
president,  W.  Bowersock; 
third  vice-president,  L.  R. 
Conger;  secretary  and 
treasurer,  R.  S.  Dahl;  di- 
rectors, A.  Murawsky,  J.  R. 
McDowell,  J.  M.  Cleave- 
land,  A.  C.  Uecke,  J.  L. 
Bowlus,  J.  A.  Elmslie. 


W.  R.  Ingram,  formerly  traffic  manager  for  Swift  Canadian 
Company,  Ltd.,  at  Winnipeg,  has  been  appointed  general  traffic 
manager  for  that  company,  with  headquarters  at  Toronto. 

V.  B.  Gilman,  formerly  traveling  freight  and  passenger  agent 
for  the  International  and  Great  Northern  at  Chicago,  has  been 
appointed  traveling  freight  agent  for  the  Texas  and  Pacific  at 
Pittsburgh. 

W.  C.  Connor,  Jr.,  general  agent  for  the  Denver  and  Rio 
Grande  at  New  York,  has  resigned.  The  following  appointments 
and  changes  have  been  announced:  J.  E.  Courtney,  general 
agent,  transferred  from  Chicago  to  New  York;  J.  L.  Hohl,  gen- 
eral agent,  transferred  from  St.  Louis  to  Chicago;  J.  D.  Gruber, 
traveling  freight  and  passenger  agent,  promoted  to  general  agent, 
at  St.  Louis. 

A.  E.  Brown  has  been  promoted  to  the  position  of  general 
manager  of  the  railroad  department  of  the  Truscon  Steel  Com- 
pany, with  headquarters  at  Chicago. 

Edwin  Shutes,  formerly  of  the  traffic  department  of  the  Old 
Dominion  Line,  has  been  appointed  traffic  manager  for  the 
United  States  Rubber  Export  Co.,  Ltd.,  New  York  City. 

T.  E.  Harris  has  resigned  as  traffic  manager  of  the  Georgia 
&  Florida  Railroad.  The  position  has  been  abolished  and  W.  D. 
Cook,  general  freight  agent,  has  jurisdiction  over  freight  traffic. 

The  Wabash  Railway  has  announced  the  appointment  of 
H.  L.  Purdy  as  division  passenger  agent  at  Buffalo.  F.  J.  Brown, 
city  passenger  agent  at  Buffalo,  has  been  granted  a  leave  of  ab- 
sence on  account  of  ill  health. 

G.  R.  Harris  has  resigned  as  secretary-treasurer  of  the  Troy 
Wagon  Works,  Troy,  Ohio.  H.  H.  Tamplin  has  been  chosen  as  his 
successor  and  W.  J.  Murray  has  been  appointed  general  manager. 

Miss  Mary  E.  Johnston,  for  the  past  four  years  chief  clerk 
to  the  general  manager  of  the  Pittsburgh,  Lisbon  and  Western 
Railroad,  has  been  elected  secretary-treasurer. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

At  the  dinner  meeting  of  the  Traffic  Managers'  Club  of  the 
Brooklyn  Chamber  of  Commerce,  February  5,  former  Governor 
Alfred  E.  Smith  of  New  York,  urged  co-operation  between  the 
states  of  New  York  and  New  Jersey  in  the  improvement  of  traffic 
conditions.  He  outlined  a  number  of  improvements  that  might 
be  made  at  once  and  made  an  appeal  for  the  full  development  of 
the  barge  canal  through  the  erection  of  grain  elevators. 

"I  feel,"  said  Mr.  Smith,  "that  the  development  of  our  canal 
is  one  of  our  problems.  Whenever  something  is  begun  here  it 
is  greeted  with  a  great  hurrah.  When  the  first  shovel  of  earth 
for  some  public  improvement  is  being  turned,  speeches  are  made 
about  the  great  state  and  the  great  city,  but  everybody  goes  home 
and  lets  It  go  along  by  itself.  The  canal  so  far  has  cost  us  $166,- 
000,000  and  we  owe  it  all  yet.  It  is  a  sad  thing  to  go  up  the 
canal  and  see  that  great  waterway  constructed  at  such  an  enor- 
mous cost  and  to  think  of  the  human  ingenuity  and  brain  power 
that  was  applied  to  its  construction,  and  then  notice  how  few 
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boats  are  on  it.  Nobody  cares  about  it;  nobody  seems  to  be  in- 
terested in  it. 

"The  only  way  to  make  the  canal  pay  is  to  make  it  a  real 
rival  to  the  railroads.  That  it  has  never  been.  It  has  only 
gotten  that  business  that  the  railroads  did  not  care  about  tak- 
ing themselves.  The  canal  is  the  logical  roadway  over  which 
to  carry  grain,  but  the  railroads  own  all  the  grain  elevators  and 
the  grain  must,  therefore,  be  sent  over  the  railroads.  There  is 
at  present  a  bill  before  the  legislature  at  Albany  calling  for  a 
referendum  on  a  bond  issue  of  $25,000,000  for  the  construction 
of  grain  elevators  along  the  canal.  It  is  the  business  of  this 
Chamber  and  this  Traffic  Club  to  see  that  nothing  sidetracks 
that  referendum  this  fall.  That  $25,000,000  must  be  spent  or 
you  can  say  'good-bye'  to  the  canal." 

Dock  Commissioner  Murray  Hulbert  urged  the  necessity  for 
the  adoption  of  a  night  delivery  system  on  lower  Manhattan. 
"You  can  go  through  Maiden  Lane,"  he  said,  "or  any  of  the 
down-town  narrow  cross-town  arteries  of  trade  and  you  can  see 
a  big  seven-ton  load  of  coal  back  up  at  the  Jewelers'  Exchange 
Building.  And  until  that  coal  is  unloaded  there  is  nothing  doing 
in  Maiden  Lane." 

The  Board  of  Directors  of  the  Brooklyn  Chambers  had 
adopted  the  report  of  Major  John  P.  Sullivan,  an  engineer  who 
was  commissioned  to  make  a  report  on  traffic  conditions  in 
Brooklyn  and  outline  a  plan  for  their  improvement.  Major 
Sullivan's  report  calls  for  a  marginal  railroad  in  Brooklyn  and 
Queens  to  connect  with  the  trunk  line  railroads  to  the  north  by 
way  of  the  New  York  Connecting  Railroad.  Twin  tunnels  under 
the  Narrows,  a  railroad  across  Staten  Island  and  two  bridges 
over  the  Kill  von  Kull,  in  order  to  furnish  an  outlet  to  the 
trunk  lines  to  the  west  and  southwest,  are  also  proposed.  The 
last  link  in  this  chain  of  development  is  the  proposed  marginal 
railroad  to  Jamaica  Bay,  when  that  body  of  water  is  developed 
as  a  commercial  port. 


The  Traffic  Club  of  Chicago  has  adopted  a  resolution  favor- 
ing the  appointment  of  an  interstate  commerce  commissioner 
from  Illinois. 


The  eighteenth  annual  dinner  of  the  Transportation  Club  of 
Detroit  will  be  held  at  the  Hotel  Statler,  February  24.  Charles 
F.  Moore,  of  New  York,  will  speak  on  "Dollars  and  Sense,"  and 
George  A.  Matthews  will  speak  on  "The  Invisible  Line." 


The  Transportation  Club  of  Louisville-  will  give  its  ninth 
annual  dinner  at  the  Seelbach  Hotel,  February  24.  Dr.  E.  Y. 
Mullins,  president  of  the  Southern  Baptist  Theological  Seminary, 
will  be  toastmaster  and  the  principal  speakers  will  be  William 
R.  Moss,  attorney,  of  Chicago,  and  George  A.  Post,  president  of 
the  Hudson  River  Bridge  Corporation  of  New  York. 


At  the  regular  monthly  meeting  of  the  Pittsburgh  Unit  of 
the  Traffic  Club  of  the  National  Retail  Dry  Goods  Association, 
held  at  the  Chatham  Hotel,  February  15,  the  following  commit- 
tees were  appointed:  Freight — W.  C.  Scofield,  G.  F.  Herbster, 
C.  H.  Seaman  and  R.  V.  Mavis.  Express — Samuel  L.  King.  Jr., 
M,  Meyer  and  M.  Keller  Entertainment— J.  P.  Brown  and  J. 
Prey.  Membership — A.  Kaufman,  A.  P.  Moore,  and  A.  Huler. 
Claims  and  tracers — G.  F.  Herbster,  Miss  N.  C.  Hogernmiller 
and  Miss  J.  S.  Park. 


The  tenth  annual  banquet  of  the  Traffic  Club  of  New  Eng- 
land was  held  at  the  Copley-Plaza,  February  10.  Herbert  Parker, 
former  attorney-general  of  Massachusetts,  spoke  on  "The  Rela- 
tion Between  Politics  and  Business,"  and  A.  F.  Sheldon,  of  the 
Sheldon  School  of  Business  Science,  spoke  on  "Industrial  Evils, 
Their  Cause  and  Cure." 


The  ninth  annual  banquet  of  the  Traffic  Club  of  Erie  was 
held  at  the  Hotel  Lawrence,  February  10.  The  principal  speaker 
was  W.  J.  Stevenson,  general  solicitor  for  the  N.  Y.,  C.  &  St. 
L.,  at  Cleveland,  O.,  whose  topic  was  "The  Workings  of  the 
Transportation  Act  of  1920."  Officers  were  eletced  as  follows: 
President,  P.  D.  Belknap;  vice-president,  Harry  W.  Amerling; 
treasurer  and  secretary,  M.  W.  Eismann. 


The  subject  at  the  transportation  discussion  of  the  Traffic 
Club  of  Chicago,  February  15,  was  "Railroad  Consolidations." 
J.  J.  Pelley,  of  the  Car  Service  Commission,  covered  the  ter- 
minal feature  of  this  problem.  Other  speakers  were  H.  C.  Bar- 
low, R.  C.  Ross  and  Samuel  O.  Dunn. 


The  second  annual  meeting  and  dinner  of  the  Burlington 
Shippers'  Association  was  held  at  the  Hotel  Burlington,  Feb- 
ruary 15.  A.  D.  Aiken,  general  agent  for  the  C.  R.  I.  &  P.,  at 
St.  Louis,  was  toastmaster.  P.  S.  Eustis,  passenger  traffic  man- 
ager for  the  C.  B.  &  Q.  at  Chicago,  spoke  on  the  "Traveling 
Public."  Louis  Lau  of  Burlington  spoke  on  "Why  Is  a  Freight 
Rate?"  and  E.  A.  Goltra,  president  of  the  Mississippi  Valley 
Iron  Company,  chose  as  his  subject,  "The  Necessity  for  River 
Terminal  Facilities."  The  following  directors  were  elected  for 
a  three-year  term:  N.  G.  Ballantyne,  Milton  Blaul  and  H  O. 
Rundorff. 


TRAFFIC    DIVISION    REORGANIZATION 

The  traffic  division  of  the  American  Railway  Association  has 
been  re-organized,  the  membership  of  the  general  committee  being 
as  follows: 

Representing  Traffic  Executive  Committee,  Eastern  Territory 
— G.  H.  Ingalls,  vice-president,  New  York  Central  Lines;  G.  D. 
Dixon,  vice-president,  Pennsylvania  System;  Gerrit  Fort,  vice- 
president,  Boston  &  Maine  R.  R.;  F.  Zimmerman,  vice-president, 
C.,  I.  &  L.  Ry. 

Representing  Western  Traffic  Executive  Committee — L.  J. 
Spence,  director  of  traffic,  Southern  Pacific  Co.;  H.  M.  Adams, 
vice-president,  Union  Pacific  System;  S.  G.  Lutz,  vice-president, 
Chicago  &  Alton  R.  R.;  C.  E.  Perkins,  vice-president,  Missouri 
Pacific  R.  R. 

Representing  Executive  Committee,  Southern  Freight  Rate 
Association — Lincoln  Green,  vice-president,  Southern  Railway; 
R.  A.  Brand,  vice-president,  Atlantic  Coast  Line  R.  R.;  J.  L.  Ed- 
wards, vice-president,  A.,  B.  &  A.  Ry.;  F.  B.  Bowes,  vice-presi- 
dent, Illinois  Central  R.  R. 

G.  H.  Ingalls  has  been  appointed  chairman,  and  J.  Gottschalk, 
secretary,  with  headquarters  at  143  Liberty  Street,  New  York. 


TRAFFIC  CLUBS 

(The  following  list  of  traffic  clubs  will  be  published  from  tlm» 
to  time.  We  ask  that  readers  notify  us  of  any  errors  or  of  any 
changes  or  additions  of  which  they  have  any  knowledge.) 

Akron  Traffic  Association.  S.  J.  Witt,  Pres.;  H.  L.  Sova- 
cool,  Secy. 

Baltimore — Traffic  Club  of  Baltimore.  W.  W.  Tingle,  Pres.; 
C.  C.  Kailer,  Secy. 

Battle  Creek  (Mich.)  Traffic  Club.  E.  C.  Nettels,  Prea.; 
Eugene  Wallace,  Secy.-Treas. 

Boston,  Mass. — The  Association  of  Railway  and  Steamboat 
Agents  of  Boston.  J.  E.  McGrath,  Pres.;  W.  M.  Macomber,  Secy.- 
Treas. 

Brooklyn — Traffic  Managers'  Club  of  Brooklyn.  Hugh  Mil- 
ler, Pres.;  F.  E.  Grace,  Secy.-Treas. 

Buffalo — Industrial  Traffic  Club  of  the  Niagara  Frontier. 
W.  D.  Sanderson,  Pres.;  E.  J.  Sheridan,  Secy. 

Buffalo  Transportation  Club.  E.  E.  Tanner,  Pres.;  F.  J. 
O'Connor,  Secy. 

Chicago  Traffic  Club.  E.  L.  Dalton,  Pres.;  E.  S.  Buckmas- 
ter,  Secy. 

Cincinnati.— Traffic  Club  of  the  Chamber  of  Commerce. 
W.  H.  Lockwood,  Chairman;  Sam  Herndon,  Secy. 

Cleveland  Traffic  Club.  C.  T.  Stripp,  Pres.;  F.  A.  Gideon, 
Secy. 

Columbus,  Ohio.- — Traffic  Club  of  the  Columbus  Chamber  of 
Commerce.  W.  E.  Page,  Pres.;  C.  L.  Kelly,  Secy. 

Cortland,  N.  Y.— Industrial  Traffic  Club  of  Cortland.  H.  B. 
Darling,  Chairman;  H.  F.  Johnson,  Secy. 

Dayton,  O. — Miami  Valley  Traffic  Club.  W.  E.  Boyer,  Pres.; 
M.  T.  Otto,  Secy. 

Decatur  (111.)  Transportation  Club.  R.  L.  Rees,  Pres.;  T. 
0.  Burwell,  Secy. 

Denver  Commercial  Traffic  Club.    T.  A.  Dinkel,  Pre*.;  C.  J.  I 
Hotchkiss,  Secy. 

Detroit  Transportation  Club.  H.  H.  Hamill,  Pres.;  T.  R. 
Cochrane  Secy. 

Elmira  (N.  Y.)  Traffic  Club.  J.  J.  Delaney,  Prea.;  J.  C. 
Field,  Secy. 

El  Paso  Traffic  Club.  J.  D.  Neely,  Pres.;  Geo.  Deck,  Secy.- 
Treas. 

Erie  Traffic  Club.  P.  D.  Belknap,  Pres.;  M.  W.  Eismann, 
Secy. 

Flint,  Mich. — Transportation  Club  of  Chamber  of  Commerce. 
F.  A.  McHale,  Pres.;  F.  G.  Pick,  Secy. 

Fort  Wayne,  Ind.  Traffic,  Transportation,  and  Waterways 
Bureau  of  the  Chamber  of  Commerce.  H.  E.  Fairweather, 
Chairman;  E.  C.  Miller,  Vice-Chairman. 

Fort  Worth  Transportation  Club.  E.  C.  Price,  Pres.;  E.  E. 
Wyatt,  Secy. 

Freeport,  111. — Greater  Freeport  Traffic  Club.  W.  H.  Jenner, 
Pres.;  F.  F.  Pepperdine,  Secy. 

Grand  Rapids  Traffic  Club.  E.  L.  Ewing,  Pres.;  J.  C.  Quin- 
Ian,  Secy. 

Green  Bay  (Wis.)  Traffic  Club  of  the  Green  Bay  Association 
of  Commerce.  F.  Hurlbut,  Pres.;  W.  J.  LaLuzerne,  Secy.-Treas 

Houston  Traffic  Club.  J.  F.  Hennessy,  Jr.,  Pres.;  E.  L.  Wil- 
liams, Secy. 

Indianapolis  Transportation  Club.  F.  A.  Butler,  Pres.;  G.  N. 
Baker,  Secy. 

Jackson  (Mich.1  Traffic  Club  of  the  Jackson  Chamber  of 
Commerce.  W.  P.  Hobart,  Pres.;  H.  A.  Plummer,  Secy. 
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Jacksonville  Traffic  Club.  James  F.  Mead,  Pres.;  P.  C.  Saw- 
yer, Secy.-Treas. 

Jamestown,  N.  Y.— Traffic  Club  of  the  Jamestown  Board  of 
Commerce.  R.  C.  Kohn,  Pres.;  H.  W.  Chapman,  Secy. 

Jersey  City  Traffic  Club.  Isaac  Kemp,  Pres.;  Robert  Wal- 
lace, Secy. 

Kalamazoo  Traffic  Club.  W.  C.  Thorns,  Pres.;  C.  J.  Bolender. 
Secy. 

Kansas  City  Traffic  Club.  Frank  M.  Cole,  Pres.;  Fred  B. 
Blair,  Secy.-Treas. 

Lansing  (Mich.)  Traffic  Club.  K.  P.  Hodges,  Pres.;  J.  T. 
Ross,  Secy.-Treas. 

Los  Angeles  Transportation  Association.  C.  Q.  Krueger, 
Pres.;  C.  V.  Means,  Secy. 

Louisville  Transportation  Club.  C.  R.  Long,  Pres.;  W.  T. 
Vandenburg,  Secy. 

Mansfield,  O.,  Traffic  Managers'  Division  of  the  Manufactur- 
ers' Club.  W.  H.  Gugler,  Chairman;  W.  T.  Leonard,  Secy. 

Memphis  Traffic  and  Transportation  Club.  J.  M.  Walsh, 
Pres.;  C.  V.  Means,  Secy. 

Milwaukee  Traffic  Club.  F.  M.  Elkinton,  Pres.;  R.  S.  Dahl, 
Siry.  and  Treas. 

Minneapolis  Traffic  Club.  F.  B.  Townsend,  Pres.;  W.  W.  Gib- 
son, Secy. 

Newark  Traffic  Club.    John  Enstice,  Pres.;  A.  Rennle,  Secy. 

New  England  Traffic  Club,  Boston.  C.  A.  Anderson,  Pres.; 
P.  L.  Stuart,  Secy. 

New  York  Traffic  Club.  R.  J.  Menzles,  Pres.;  C.  A.  Swope, 
Secy. 

New  York,  N.  Y. — Traffic  Club  of  the  Queensboro  Chamber 
of  Commerce.  E.  J.  Tarof,  Pres.;  P.  W.  Moore,  Secy. 

Omaha — Traffic  Managers'  Committee,  Omaha  Chamber  of 
Commerce.  C.  E.  Childe,  Chairman;  E.  A.  Stringer,  Secy. 

Peoria  Transportation  Club.  C.  H.  Gillig,  Pres.;  O.  B.  Eddy, 
Secy.-Treas. 

Philadelphia  Traffic  Club.  J.  A.  Tait,  Pres.;  W.  H.  Mont- 
gomery, Secy. 

Philadelphia— Commercial  Traffic  Managers  of  Philadelphia 
C.  H.  Rolf,  Pres.;  T.  Noel,  Butler,  Secy. 

Pittsburgh  Traffic  Club.  W.  W.  Blakely,  Pres.;  F.  A.  Lay- 
man, Secy. 

Pittsburgh  Traffic  and  Transportation  Association.  S.  R. 
Hosmer,  Pres.;  R.  F.  Heil,  Recording  Secy. 

Portland  Transportation  Club.  E.  M.  Burns,  Pres.;  W.  O. 
Roberts,  Secy. 

Providence,  R.  I.— Traffic  Club  of  the  Providence  Chamber 
of  Commerce.  E.  E.  Salisbury,  Chairman;  E.  C.  Southwick, 
Secy. 

Ridgeway,  Pa.— Traffic  Club  of  Elk  County.  W.  H.  Grant, 
Pres.;  C.  L.  Bishop,  Secy. 

Roanoke  (Va.)  Traffic  Club  of  the  Association  of  Commerce. 
S.  H.  Coleman,  Pres.;  J.  T.  Preston,  Secy. 

Rochester,  N.  Y.— Traffic  Council  of  the  Rochester  Chamber 
of  Commerce.  A.  T.  Cobb,  Chairman;  F.  W.  Burton,  Secy. 

San  Francisco  Transportation  Club.  A.  A.  Moran,  Pres.; 
R.  G.  Guyett,  Secy. 

San  Francisco  Traffic  Club.  W.  T.  Bozenian,  Pres.;  L.  N. 
Bradshaw,  Secy. 

Scranton,  Pa. — Traffic  Club  of  the  Scranton  Board  of  Trade. 
T.  R.  Brooks,  Chairman;  F.  J.  Hoffman,  Secy. 

Seattle  Transportation  Club.  F.  W.  Graham,  Pres.;  E.  W. 
Mosher,  Secy.-Treas. 

Sioux  City,  la. — Traffic  Managers'  Club  of  Sioux  City.  J.  P. 
Haynes,  Pres.;  R.  R.  Wigton,  Secy. 

South  Bend  Traffic  Club.  F.  S.  Montgomery,  Pres.;  G.  S 
Hess,  Secy.-Treas. 

Spokane  Transportation  Club.  V.  G.  Shlnkle,  Pres.;  R.  W. 
Franklin,  Secy. 

St.  Louis  Traffic  Club.  A.  D.  Alken,  Pres.;  J.  R.  Bell, 
Secy. 

Syracuse  Traffic  Club.    C.  R.  Berry,  Pres. ;  W.  J.  O'Neil,  Secy. 

Toledo  Transportation  Club.  W.  O.  Hoist,  Pres.;  J.  J.  Lynch, 
Secy. 

Trenton  (N.  J.)  Traffic  Club.  M.  D.  Warren,  Pres.;  F.  J. 
Quick,  Secy. 

Troy,  N.  Y. — The  Traffic  Club,  Inc.,  of  Troy.  W.  J.  Clpperly, 
Pres.;  H.  A.  Zeff,  Secy. 

Utica  (N.  Y.)  Traffic  Club.  R.  E.  Fitch,  Pres.;  C.  E.  Dar- 
rigrand,  Secy,  and  Treas. 

Tulsa,  Okla.— Transportation  Club  of  Tulsa.  J.  A.  Bernler, 
Pres.;  R.  C.  Hughes,  Secy. 

Waco  Traffic  Club  C.  H.  Carrlnger,  Pres.;  Lloyd  Bailer, 
Secy. 

Washington  Traffic  Club.  C.  E.  Phelps,  Pres.;  J.  T.  M.  Du- 
vail,  Acting  Secy. 

Wheeling  (W.  Va.)  Traffic  Club.  W.  H.  Hlgglns,  Pres.;  A. 
W.  Dowler,  Secy. 

Wichita  Traffic  Club.  G.  P.  Nissen,  Free.;  H.  G.  Watts. 
Secy. 

Worcester  (Mass.)  Traffic  Association.  H.  A.  Rousseau, 
Pres.;  J.  H.  Lane,  Secy. 

York  (Pa.)  Traffic  Club.  W.  L.  Rupp,  Prea.;  J.  F.  Balrd, 
Secy.-Treas. 


HEARING  ON  FINANCE  DOCKETS 

THi  Traffic  World  Washington  Bureau 

The  Commission  decided  to  hear  argument  Feb.  14,  on  the 
applications  of  the  C.  B.  &  Q.,  and  the  D.  L.  ft  W.,  for  authority, 
among  other  things,  to  capitalize  their  surplus.  Argument  was 
heard  in  the  C.  B.  ft  Q.  case  at  the  conclusion  of  testimony,  but 
the  Commission,  according  to  Us  announcement,  desired  Infor- 
mation particularly  as  to  the  following  points: 

1.  To  what  extent,  if  any.  should  the  applicant  be  permitted  to 
capitalize  its  surplus  (a)  into  stocks,  (b)  into  Interest  bearing  o 

'"!     In  what  way  will  granting  the  application  benefit  or,  denying 
It.   Injure    (a)    the   applicant,    (b)    any  other  common  carrier,    (c)    the 

3  '  What  special  or  emergency  features  are  there  in  the  applica- 
tion which  would  warrant  exceptional  treatment  In  grating  or  deny- 
ing it? 

These  two  cases  are  regarded  as  the  most  Important,  be- 
cause of  the  issues  involved,  of  any  of  the  cases  resulting  from 
the  Commission  assuming  jurisdiction  over  Issues  of  railroad 
securities  under  the  terms  of  the  transportation  act.  The  C.  B. 
ft  Q  is  asking  for  permission  to  issue  $60,000,000  in  stock  divi- 
dends and  $109,000,000  of  bonds,  of  which  it  proposes  to  sell 
$80,000,OOO  and  use  the  proceeds  for  cash  dividends.  Both 
issues  would  represent  a  capitalization  of  surplus.  The  D.  L. 
&  W.  is  asking  for  authority  to  capitalize  its  surplus  to  the  ex- 
tent of  $90,000,000  or  more  and  distribute  the  same  as  a  stock 
dividend. 

The  application  of  the  C.  B.  &  Q.  for  authority  to  issue 
$60,000,000  of  stock  and  $109,000,000  of  bonds  was  made  pri- 
marily to  enable  the  Northern  Pacific  and  the  Great  Northern, 
which  own  the  majority  of  the  stock  of  the  C.  B.  &  Q.,  to  meet 
the  maturity  of  $215,000,000  of  joint  4  per  cent  bonds  July  1, 
1921,  which  were  issued  when  the  Northern  Pacific  and  the  Great 
Northern  obtained  control  of  the  C.  B.  &  Q.,  the  Commission  was 
informed  by  representatives  of  the  three  companies  in  the  argu- 
ment, February  14,  on  the  application. 

C.  W.  Bunn,  general  counsel  of  the  Northern  Pacific,  said 
that  if  the  application  was  approved,  the  money  obtained  from 
the  sale  of  $80,000,000  of  the  $109,000,000  bond  Issue,  which 
would  go  to  the  Northern  Pacific  and  the  Great  Northern  in  the 
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form  of  cash  dividends,  would  be  applied  on  the  $215,000,000, 
the  balance  of  $135,000,000  to  be  refunded.  Under  this  plan,  he 
said,  the  annual  interest  charges  would  be  approximately  $13,- 
500,000,  whereas,  if  the  entire  issue  of  $215,000,000  had  to  be  re- 
funded, the  interest  charges  would  be  slightly  over  $17,000,000 
annually,  as  the  issue  probably  could  not  be  refunded  at  less 
than  8  per  cent. 

Mr.  Bunn  said  the  Burlington  had  a  total  bond  issue  of 
$177,500,000  under  general  mortgages  which  he  characterized  as 
"antiquated"  because  they  imposed  a  limit  of  5  per  cent  interest. 
Under  these  mortgages,  he  said,  a  maximum  bond  issue  of  $300,- 
000,000  had  been  provided  for,  but  the  full  amount  had  not  been 
issued,  because  such  action  would  have  been  "suicidal"  from  a 
financial  standpoint,  the  mortgages  being  "closed"  mortgages. 

The  $60,000,000  stock  issue  for  which  approval  is  asked,  he 
said,  was  not  primarily  a  dividend.  The  issue  will  be  "totally 
valueless"  to  the  stockholders,  he  contended,  because  it  will 
simply  "dilute"  the  stock  they  have  now.  He  said  the  issue 
would  not  increase  the  public's  burden,  but  would  result  in  a 
lower  dividend  rate.  He  said  the  only  aspect  in  which  the  pro- 
posed issue  would  represent  a  capitalization  of  surplus  was 
that  it  had  been  paid  for  by  the  stockholders  in  advance  by  con- 
tributions to  the  surplus.  The  C.  B.  &  Q.  used  its  earnings  en- 
tirely to  finance  itself,  he  said. 

"Had  the  company  followed  the  usual  practice  of  reimbursing 
its  treasury  currently  by  the  issuance  of  bonds  for  moneys  bor- 
rowed from  the  treasury  that  otherwise  would  have  been  sub- 
ject to  dividend  payments,  there  would  have  been  no  objection 
or  criticism,"  said  he. 

The  proposed  stock  issue,  Mr.  Bunn  said,  was  a  necessary 
foundation  for  the  bond  issue  in  order  to  meet  legislative  re- 
quirements binding  on  savings  banks,  insurance  companies,  etc., 
which  desire  to  invest  in  railroad  securities.  He  said  the  ma- 
jority of  the  stockholders  had  not  the  slightest  intention  of 
disposing  of  the  $60,000,000  of  stock. 

Hale  Holden,  president  of  the  C.  B.  &  Q.,  revieved  the  acqui- 
sition of  control  of  the  C.  B.  &  Q.  by  the  two  northern  lines, 
pointing  out  that  the  connection  between  the  three  roads  worked 
to  the  advantage  of  each  of  them  and  to  the  public.  The  Bur- 
lington, he  said,  obtained  an  outlet  to  the  Pacific  northwest 
and  the  Great  Northern  and  the  Northern  Pacific  benefited  by 
reaching  Chicago  and  the  great  manufacturing  centers  on  the 
Burlington. 

Commissioner  Eastman  asked  why  the  Burlington  did  not 
issue  preferred  stock,  adding  that  if  any  company  was  in  position 
to  do  that,  the  Burlington  was.  Mr.  Holden  said  that  would  be 
too  expensive — that  the  company  would  probably  have  to  issue 
8  per  cent  stock,  and  that  he  did  not  think  the  present  was  the 
time  to  issue  preferred  stock.  He  said  the  net  result  of  the 
proposed  action  would  be  no  increase  in  the  total  debt  of  the 
company  and  substantially  no  increase  in  its  interest  charges. 
He  said  the  Burlington  had  an  abnormally  low  capitalization. 

Commissioner  Meyer  inquired  whether,  if  the  Commission 
approved  the  application  and,  therefore,  to  that  extent,  approved 
the  ownership  of  the  Burlington  by  the  two  northern  lines,  that 
would  prove  a  bar  to  the  Commission  in  the  future,  when  it  had 
decided  on  a  national  plan  of  consolidation  of  railroads,  ruling 
that  the  C.  B.  &  Q.  should  have  some  other  outlet  to  the  north- 
west than  by  the  Northern  Pacific  and  the  Great  Northern.  Mr. 
Holden  said  while  he  hoped  the  Commission  was  approve  the 
existing  arrangement  in  the  future,  he  did  not  think  that  ap- 
proval of  the  present  plan  would  bind  the  Commission. 

"You  don't  think  it  would  prevent  the  Commission  from  es- 
tablishing a  different  outlet  to  the  Pacific  coast?"  asked  Com- 
missioner Meyer. 

"It  would  not  make  any  difference,"  replied  Mr.  Holden. 

Mr.  Holden  said  the  total  property  investment  of  the  Bur- 
lington was  $546,000,000;  its  capitalization,  $284,000,000  and  its 
total  surplus,  $233,000,000.  He  said  if  the  applications  were  ap- 
proved, there  would  still  be  a  surplus  of  $114,000,000,  more  than 
ample  for  reserve  needs. 

Opponents  of  the  proposed  stock  and  bond  issues  were  heard 
at  the  afternoon  session.  They  were  Benjamin  C.  Marsh,  rep- 
resenting the  Farmers'  National  Council;  John  E.  Benton,  gen- 
eral solicitor  of  the  National  Association  of  Railway  and  Utilities 
Commissioners;  and  Hugh  LaMaster,  assistant  attorney-general 
of  Nebraska. 

Mr.  Marsh  contended  the  granting  of  the  application  would 
require  the  public  to  pay  rates  on  "fictitious  securities,"  and 
asserted  the  public  was  "sick  and  tired"  of  paying  "these  high 
freight  rates."  He  said  he  did  not  know  of  anybody  who  was 
in  favor  of  the  application,  except  the  railroads  themselves. 

Mr.  Benton  said  it  had  not  been  shown  that  the  Burlington 
itself  would  benefit  by  approval  of  the  application. 

"Why  is  it  to  the  advantage  of  the  Burlington  to  have  these 
6  per  cent  50-year  bonds  issued?"  he  asked. 

He  contended  that  the  plan  was  simply  one  to  meet  the 
:onvenience  of  the  Great  Northern  and  the  Northern  Pacific, 

that  the  financial  needs  of  those  companies  were  "foreign 
to  this  case." 

"The  primary  purpose  is  to  meet  the  convenience  of  the 
Northern  -and  the  Northern  Pacific,"  said  Mr.  Benton. 


It  was  also  his  view  that  the  proceeding  amounted  to  a  test 
case  of  whether  "convenience  in  financing"  could  be  made  the 
reason  for  approval  of  such  applications. 

Mr.  LaMaster  said  the  C.  B.  &  Q.  was  really  only  a  nominal 
party  in  interest,  while  the  Great  Northern  and  the  Northern 
Pacific  were  the  real  parties  in  interest.  The  necessities  of  the 
stockholders  of  those  roads,  he  said,  could  not  control  in  the 
present  application. 

"If  this  is  to  be  merely  to  the  advantage  of  the  Great  North- 
ern and  the  Northern  Pacific,"  he  argued,  "this  application  should 
be  refused." 

Mr.  LaMaster  reiterated  statements  made  in  previous  argu- 
ment in  the  Burlington  case  as  to  the  surplus  being  a  trust  fund 
to  be  used  only  to  tide  the  company  over  lean  years.  He  said 
the  great  surplus  grew  out  of  unreasonable  rates  paid  by  the 
public,  and  that  the  rates  should  have  been  reduced  when  the 
company  saw  that  an  "unwarrantable  surplus  was  being  created." 

"You  mean  if  it's  loot,  it's  got  to  be  kept  together,"  said 
Commissioner  Hall,  smiling. 

The  real  question  at  issue  in  the  case  for  the  Commission 
to   determine,   Mr.   LaMaster  contended,   was   whether  the  Bur- 
lington had  received  a  fair  return  since  1902  and  that  the  burden   \ 
should  be  on  the  Burlington  to  prove  that  it  obtained  only  a   •• 
fair  return,  or  that  it  had  not  received  a  fair  return. 

Argument  on  the  application  of  the  C.  B.  &  Q.  was  con-  ; 
eluded  before  the  Commission  Feb.  15,  E.  C.  Lindley,  general 
counsel  of  the  Great  Northern,  making  the  final  plea  for  ap- 
proval of  the  petition.  He  replied  to  a  query  made  by  Commis- 
sioner Ford  as  to  how  the  Burlington  would  benefit  from  ap- 
proval, conceding  that  the  Great  Northern  and  Northern  Pacific 
would  likewise  benefit.  He  said  it  was  to  the  interest  of  the 
Burlington  that  its  capital  stock  be  increased  and  that  it  would 
benefit  from  the  new  mortgage  under  which  it  is  proposed  to 
issue  the  $109,000,000  of  bonds.  The  Burlington,  he  said,  except 
for  the  transportation  act,  could  have  paid  its  stockholders  in 
stocks  and  bonds  what  was  really  due  them. 

The  relationship  existing  among  the  Burlington,  Great  ; 
Northern  and  Northern  Pacific  has  been  to  the  benefit  of  all 
three,  he  said,  and  the  success  of  the  Burlington  shows  the  ad- 
vantage of  the  arrangement.  Approval  of  the  application  now 
by  the  Commission  would  not  prevent  a  ruling  adverse  to  the 
combination  when  the  three  companies  come  before  the  Com- 
mission for  approval  thereof  when  a  plan  for  consolidation  of 
the  railroads  into  a  limited  number  of  systems  has  been  estab- 
lished under  the  transportation  act,  he  argued.  He  said  a  con- 
tinuation of  the  present  relationship  would  be  asked  of  the  Com- 
mission when  the  consolidation  question  comes  up  but  that  if  the 
Commission  decided  against  that  request  the  companies  would 
have  to  abide  by  the  decision. 

If  the  $215,000,000  of  Burlington  joint  4's  which  fall  due 
July  1  have  to  be  refunded  at  8  per  cent,  Mr.  Lindley  said,  ih> 
credit  of  every  railroad  in  the  country  would  be  affected.  II- 
urged  approval  of  the  application  to  assure  stockholders  that 
their  right  to  money  earned  will  be  protected.  He  said  railroad 
companies  would  not  dare  to  build  up  surpluses  if  they  could  • 
not  later  capitalize  at  least  part  of  such  surpluses. 

W.    S.   Jenney,   vice-president   and   general   counsel   of   the 
Delaware,   Lackawanna   &  Western,   argued   in   support  of  that 
company's  application  for  permission  to  issue  stock  to  the  amount 
of  its  surplus  of  $90,000,000  or  more.     He  reviewed  the  growth ! 
of  the  company  and  said  the  Lackawanna  was  one  of  the  fewj  I 
railroad  companies  which  would  earn  in  excess  of  6  per  cent  of  il 
the  value  of  its  property  under  the  rate-making  section  of  the  II 
transportation  act.    In  the  last  four  months  he  said  the  company , 
had   earned   approximately  $5,000,000  net  which  he   said   repre- 
sented the  usual  earnings  of  the  company.    He  said  the  company 
would  have  issued  new  stock  from  time  to  time  had  it  not  been 
restricted   by   its   charter  provisions   and   that   it  had   used    its 
earnings  to  build  up  its  property.     The  company  has  $42,000,000 
of   capital  stock,   while   the   property  is  valued   at   $300,000,000. 
The  result  is,  he  said,  that  the  dividends  paid  by  the  companyil 
on  its  stock  appear  to  be  excessive,  and  had  led  to  views  which 
the  company  believed  were  injurious  to  its  best  interests.    Thefl 
company  has  very  little  bonded  indebtedness,  he  said. 

A  remark  by  Mr.  Jenney  to  the  effect  that  if  the  stock  issue 
were  permitted  the  value  of  the  stock  to  the  stockholders  would, 
be  increased  led  Commissioner  Meyer  to  inquire  wherein  thatB 
end  was  one  to  influence  the  Commission's  action  in  favor  of  the 
application    under    the    terms    of    the    transportation    act.      Mr.! 
Jenney  said  the  stockholders  would  have  three  pieces  of  paper)* 
where  they  now  have  one  and  that  they  believed  the  three  piece^B 
would  be  worth  more  on  the  market  than  one  would  be,  and  thatW 
the  public  interest  would  not  be  injured  thereby. 

Commissioner  Daniels  inquired  whether  he  was  correct  idl 
assuming  that  the  proposed  stock  dividend  was  to  be  issued  tdl 
enable  the  stockholders  to  become  purchasers  of  the  company's 
coal  properties  which  the  company  proposes  to  sell.     Mr.  Jenne> 
replied  in  the  negative. 

Approval  of  the  application  would  facilitate  the  company's- 
plans  for  the  segregation  of  its  coal  properties,  Mr.  Jenney  said 
but  the  main  thing  sought  was  the  Commission's  stamp  of  ap; 
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Boston.  Old  South  Bldg. 
ButTalo,  Ellicott  Square 


TRANS-CONTINENTAL  FREIGHT  Co. 

Export  and  Domestic  Freight  Forwarders 

Consolidators  of  Freight  and  Co-operators  with  Shippers.     A  Service  Which  Saves 

Time,   Trouble  and   Money.     Don't  hesitate — Investigate — Write  for   particulars. 

General  Offices:    Chicago,  203  Dearborn  St.  Eaitern  Offices:    New  York,  Woolworth  Bldft. 


Philadelphia.  Drexel  It  kin. 
Cincinnati,  Union  Trust  Bldg. 


Cleveland,  Hippodrome  Bldg. 
Los  Angeles,  Van  Nuys  Bldg, 


San  Francisco,  Monadnock  B!dg. 
Seattle,  Alaska,  Bldg. 


J.  W.  KOBKUTS,  Pr«*ld«nt 


FRED  PETTIJOHN,   Vic* -President 


STANLEY  WHOP,   S*<-r«,U*ry-T 


THE    ROBERTS-PETTIJOHN-WOOD    CORPORATION 


ACCOUNTING    SERVICE 


P I T  A  R  A  NT  Y     PFRIOn    returns  under  the  Transportation  Act.    1920.  and  the  statement  of  claims  against  the 
UUAIU111  r  EilMW   united  States  covering  the  period  of  Federal  Control  require  careful  preparation  if  the 


carrier  is  to  be  properly  reimbursed, 
preparation  of  such  claims. 


We  have  available  a  corps  of  specialized  railroad  accountants,  experienced  in  the 
Mills  Building.  Washington.  D.  C.  Twenty  East  Jackson.  Chicago 


ROUTE  YOUR  CARGO  VIA 

MOBILE,  ALA. 

SHORT  LINE  EXPORT  OUTLET 
From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 
Belfast,  Dublin  and  Bristol  Channel  Ports 

We  Solicit  General  Cargo 

LIVERPOOL         (  S.  S.  "AFOUNDRIA"-in  port.     Eipect.d  tail  about  Feb.  I9lh 
MANCHESTER  (  S.  S.  "EASTERN  SUN"— Expected  sail  early  March 
GLASGOW  (  S.  S.  "SILETZ"— Late  February,  early  March 

BRISTOL  CHANNEL  (  A-l  Steamer-Late  M  rch 
HAMBURG  {  S'  S"  "COAHOMA  COUNTY"— Late  February,  early  March 

I  A-l  Steamer — Late  March,  early  A  ril 

RRF1UFN  J  S-  S-  "COAHOMA  COUNTY"— Late  February,  early  March 
>n  (  A-l  Steamer— Late  March,  early  April 

Waterman  Steamship  Corporation, 

Our  Service  Backed  by  18  Years'  Experience 


MOBILE, 
ALA. 


One  volume  covering  Class  and  Commodity 
Freight  Rates  from  points  In  the  Eastern, 
Seabord,  Central  and  Middle  Western 
Territories  to  all  stations  in  Wisconsin, 
Illinois  and  the  territory  west  of  the 
Mississippi  River;  also  East-Bound  Rates 
from  Western  Basing  Points  to  stations 
East  of  the  Indiana-Illinois  State  Line. 

Issued  in  loose  leaf  form  and  served  with  a 
monthly  distribution  of  revised  pages 
covering  rate  changes. 

The  only  reproduction  of  Rail  Road  Rates 
making  reference  to  the  tariffs  of  the 
carriers  that  has  ever  been  issued  for  the 
use  of  shippers. 

This  service  can  be  placed  in  your  traffic  or 
shipping  department  at  the  nominal  cost 
of  twenty-four  dollars  per  year. 

Write  for  sample  pages  and  endorsements 
from  satisfied  patrons  who  have  used  the 
Service  since  1908. 


HARTMAN'S  FREIGHT  RATE  SERVICE 
732  Federal  St.,  Chicago,  U.  S.  A. 


W.  J.  HARTMAN,   PUBLISHER 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT   IN   WASHINGTON 
SAMMIS,  LAKE  &  COMPANY 

Whitefield  Sommia 

Phon.  M.ln  2210  417  SOUTHERN  BUILDING 


OUR  CLAIM  DEPARTMENT 
is  in  charge  of-an  expert,  who 
has  had  long  experience  in  this 
line,  and  we  offer  the  shipping 
public  an  unequaled  claim  service. 

May  we  be  favored  with  the 
handling  of  your  Loss  and 
Damage  or  Overcharge  Claims? 

A  Matchless  Service  at  nominal 
rates. 


CHARLES  DONLEY 

Traffic  Counselor 
Century  Building  Pittsburgh,  Pa. 
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proval  of  the  use  of  earnings  in  building  up  a  railroad  property 
and  later  the  capitalization  of  those  earnings. 

Commissioner  Eastman  said  he  had  obtained  the  impression 
in  the  Burlington  argument  that  it  appeared  to  be  the  belief  that 
a  railroad  should  not  capitalize  all  of  its  surplus  but  should  have 
some  surplus  as  a  reserve  fund  while  he  understood  the  Lacka- 
wanna  wished  authority  to  capitalize  all  of  its  surplus.  Mr. 
Jenney  said  the  Lackawanna  did  ask  authority  to  capitalize  all 
of  its  surplus  and  that  in  the  case  of  a  prosperous  company 
whose  credit  is  good  such  action  would  be  compatible  with  safe 
financing. 

Alfred  P.  Thorn,  general  counsel  for  the  Association  of  Rail- 
way Executives,  made  the  concluding  argument  in  the  cases, 
contending  that  the  issuance  of  stock  dividends  as  proposed  was 
a  lawful  object.  He  said  if  there  was  no  overcapitalization  the 
Commission  should  authorize  the  stock  dividends. 


VAST  SUMS  PAID  IN  CLAIMS 

(Bulletin   of  Railway  News   and   Statistics) 

Nothing  in  railway  expenses,  increased  out  of  all  propor- 
tion under  Federal  control,  deserves  and  will  reward  the  scru- 
tiny of  the  private  managers  more  than  the  millions  paid  for 
personal  injuries  and  loss  and  damage  to  freight. 

Prior  to  1900  there  is  no  record  of  these  claims  exceeding 
$14,000,000  or  raising  more  than  a  few  points  over  1  per  cent 
of  gross  operating  revenues.  Since  then  the  increase  in  this 
most  wasteful  of  all  demands  on  railway  revenues  is  shown  in 
the  following  statement: 


Year. 

Amount. 

% 

1900  

.$  15,461,602 

1.039 

1901  

.     17,123,781 

1.077 

1902  

.     22,717,442 

1.317 

1503  

.     27.778,633 

1.461 

1904  

.     32,840,781 

1.663 

1905  

.     35,817,419 

1.720 

1906  

.     38,553.083 

1.658 

1907  

.     47,258,587 

1.825 

1908  

.     55,401.078 

2.314 

1909  

.     54,096.661 

2.248 

1910  

.     54.650.342 

1.987 

1S11  

.     60,431.662 

2.166 

1912  

.     62,372.519 

2.194 

1913  

.     70,048,301 

2.241 

1914  

.     75,520,513 

2.478 

1915  

.     65,422,690 

2.200 

1916  

.     61,431,586 

1.669 

1917  

.     78.189.323 

1.919 

1918  

.   100,530.267 

2.023 

1919  

.   155.910,593 

2.981 

Increase 

908% 

187% 

Total..., 

1.131,556,764 

Percentage  of  Revenues. 
3%  2% 


1% 


The  chart  is  not  absolutely  accurate,  but  it  is  sufficiently 
so  to  exhibit  graphically  the  growth  of  this  parasitic  charge 
on  railway  revenues.. 

Only  the  great  expansion  of  traffic  and  the  higher  freight 
and  passenger  rates  in  recent  years  have  kept  the  percentage 
of  payment  for  claims  inside  the  3%  mark. 

To  the  vast  total  of  $1,131,556,764  paid  during  the  twenty 
years  covered  by  the  table,  a  further  sum  of  about  $30,000,000 
should  be  added  to  cover  payments  made  for  the  last  half  of 
1915,  after  the  change  in  the  fiscal  year. 

If  the  table  had  been  confined  to  loss  and  damage  to 
freight,  etc.,  the  showing  would  have  been  even  more  startling, 
the  payments  rising  from  $7,055,622  in  1900  to  $117,671,790  in 
1919,  an  increase  of  1567%,  where  revenues  increased  only  a 
little  over  250%! 

How  this  incubus  has  grown  during  the  last  four  years, 
for  which  the  figures  aie  available,  is  charted  as  follows: 


Amount. 

3916 $  31,274.827 

1917 44,079,992 

1918 66.300.73C 

1919 117.671,790 


Percentage  of  Operating  Revenue. 
%  2%  1% 

.850  _ 

1.084  

1.334  

2.250  — 


Here  is  an  increase  of  276%  in  freight  claims  paid  where 
freight  traffic  increased  less  than  3%  and  freight  revenue  in- 
creased only  38%,  and  that  chiefly  due  to  the  advance  in 
freight  rates. 

From  this  table  it  is  apparent  that  the  startling  increase 
in  this  unremunerative  expense  was  coincident  with  the  en- 
trance of  the  United  States  into  the  war.  Under  Federal  con- 
trol it  became  so  unconscionable  as  to  alarm  John  Barton 
Payne,  then  General  Counsel  for  the  Railroad  Administration, 
who  on  September  12,  1918,  issued  a  circular  on  the  subject  to 
Regional  Directors,  Federal  Managers  and  General  Solicitors, 
in  which  he  said: 

In  view  of  the  economic  conditions  of  the  country  generally  and 
particularly  the  operation  of  the  railroads,  your  attention  is  drawn  to 
I  TASJ,ormous  am°"nt  °l  money  (RUNNING  WELL,  INTO  THE  MIL- 
IS)  for  loss  and  damage  to  freight  and  personal  injury  claims 
Money  paid  out  in  this  connection  has  no  economic  value  a  situation 
that  must  be  corrected  by  taking  such  remedial  steps  as  are  neces- 
sary toward  the  prevention  as  well  as  the  settlement  of  claims. 

General  Counsel  Payne,  who  Is  now  Director  General  pend- 

the  wind  up  of  the  Administration's  railroad  affairs    placed 

esponsibility  for  results  upon  the  General  Solicitors    but  the 


burden  of  freight  claims  continued  to  roll  up,  almost  doubling 
during  the  second  year  of  Federal  control. 

Assuming  that  the  General  Solicitors  and  claim  agents 
under  Federal  control  received  full  and  hearty  cooperation 
from  all  officers  and  employes,  as  asked  by  Judge  Payne,  the 
excessive  sums  paid  for  these  claims  must  be  due  to  some 
cause  outside  managerial  authority. 

That  this  is  true  is  shown  by  the  reports  of  many  of  the 
companies  which  have  followed  the  development  with  well- 
grounded  apprehension.  Thus  far  inquiry  confirms  the  suspi- 
cion that  the  perennial  cause  of  loss  and  damage  to  freight 
through  negligence,  carelessness  and  poor  packing  have 
been  very  largely  reinforced  of  late  by  a  great  increase  in 
downright  theft.  This  extends  from  petty  stealing  from  pack- 
ages, to  which  the  word  "pilferage"  applies,  to  the  theft  of  the 
whole  package  itself,  nothing  weighing  less  than  a  ton  appar- 
ently being  safe  from  the  freight  car  robbers. 

How  much  the  wave  of  crime  in  every  section  of  the 
country  flaunted  on  the  front  pages  of  our  newspapers  every 
morning  accounts  for  the  pilfering  of  freight  cars  and  how 
much  of  it  is  due  to  a  prevailing  notion  among  persons  of  easy 
morals  that  Stealing  from  the  Government  is  no  crime,  we  will 
not  know  until  private  management  shows  what  it  can  do  to 
stop  the  shameful  leak.  So  far  as  the  returns  for  1919  reflect 
the  situation  that  leak  amounted  to  little  short  of  $75,000,000! 

That  the  pilfering  of  freight  has  assumed  serious  propor- 
tions in  foreign  countries  is  a  subject  of  current  comment.  In 
Australia  the  Commissioners  of  the  Victorian  Railways  report 
that  "Every  effort  was  made  during  the  year  (1920)  to  prevent 
pilfering,  and  the  staff  of  special  officers  who  were  constantly 
employed  in  that  connection  rendered  good  service."  The  re- 
sult of  their  activity  for  four  years  is  shown  In  the  following 
summary: 

Employes. 
Prosecuted.       Convicted. 


Year  to 
June  30— 

1917    49 

1918    43 

1919    54 


1920 


Outsiders. 

Prosecuted.  Convicted. 
39 
33 

•in 


60 


54 


46 
50 
27 
46 


43 
43 
23 
36 


No  information  is  given  as  to  the  effect  of  these  prosecu- 
tions and  convictions  upon  the  crime  of  freight  robbery. 

That  the  railway  managers  in  the  United  States  must 
adopt  some  drastic  means  to  protect  their  revenues  from  an 
economic  drain  mounting  up  into  the  hundreds  of  millions  need 
not  be  doubted. 

That  it  will  involve  a  close  surveillance  of  their  own  em- 
ployes is  indicated  by  the  Victorian  experience  and  that  they 
will  have  the  cooperation  of  every  honest  and  loyal  employe 
goes  without  saying,  for  the  honest  employe  suffers  more 
through  the  dishonesty  of  his  fellow  workers  than  from  ihe 
crime  of  marauding  outsiders. 


D.  &  T.  S.  CLAIMS  ERROR 

The  Traffic  World  Washington  Bureau 

Application  has  been  made  to  the  district  of  Columbia  su- 
preme court  by  Alfred  G.  Hagerty,  attorney  for  the  Detroit  & 
Toledo  Shore  Line,  for  the  unusual  common  law  writ  of  certi- 
orari,  directing  the  Interstate  Commerce  Commission  to  send 
to  the  court  the  complete  record  in  the  application  of  the  car- 
rier to  change  figures  in  its  annual  and  special  reports  to  the 
Commission  purporting  to  show  the  amount  of  its  net  railway 
operating  income  during  the  three-year  test  period  ending  with 
June  30,  1917,  so  as  to  correct  an  error.  The  Commission  three 
times  has  refused  to  change  the  figures,  holding,  against  the  con- 
tention of  the  railroad  company,  that  no  error  had  been  made 
in  accounting  and,  therefore,  that  there  was  nothing  to  correct. 

The  proceeding  is  preliminary  to  a  claim  by  the  electric 
road  for  compensation,  for  the  use  of  its  property  during  federal 
control,  greater  than  the  average  of  the  three  years  of  the  test 
period  certified  by  the  Commission  to  the  president  as  the  basis 
for  the  compensation  the  government  should  make. 

In  the  case  before  the  Commission  the  railroad  claimed  that 
its  accounting  officer  made  a  mistake  in  that  he  carried  as  part 
of  the  expenses  of  the  shore  line  a  contingent  liability  amount- 
ing to  $164,800,  just  as  if  the  shore  line  admitted  that  it  owed 
somebody  the  $164,800,  which  Mr.  Hagerty  in  his  petition  said 
it  had  not  done.  On  the  contrary,  the  sum  is  in  litigation  be- 
tween the  shore  line  and  the  Grand  Trunk  of  Canada.  The 
latter  claims  it  performed  services  for  the  shore  line  for  which 
the  latter  was  indebted  in  the  sum  mentioned.  It  has  sued  in 
the  courts  but  has  not  recovered. 

It  is  contended  by  Mr.  Hagerty  that  it  is  beyond  the  juris- 
diction of  the  Commission  to  convert  the  contingent  liability 
into  an  actual  charge  against  the  expenses  incurred  by  the  shore 
line  in  conducting  transportation  during  the  test  period.  The 
effect  of  the  error,  it  was  set  out  in  the  petition,  is  to  reduce  the 
average  annual  net  railway  operating  income  of  the  shore  line 
by  more  than  $50,000,  hence  the  suit. 

A  rule  has  been  issued  by  the  court  to  the  Commission  to 
show  cause  on  February  23  why  the  writ  should  not  be  issued. 


Frbruary  19.  1921 


THE    TRAFFIC    WORLD 


415 


DuoSafety 

Shipping  Tag 


MITCHELL  MOTORS  CO.,  Inc. 

RACINE,  WIS.,  U.S.  A. 


The  Tag  With  Safety  Identification  Stub 


A  shipment  lost  in  transit  means  a  dis- 
appointed customer  and  often  a  big 
loss  to  both  shipper  and  consignee. 

The    DuoSafety     Shipping  Tag 

protects  shipper,  customer  and  carrier 


Sole  ^Manufacturer* 

INTERNATIONAL  TAG  COMPANY 

319-329  North  Whipple  Street 
CHICAGO,  ILLINOIS 


THE  NATIONAL 
INDUSTRIAL  TRAFFIC  LEAGUE 

Are  You  a  Member?  If  Not 

you  are  overlooking  an  agency  that  can  make  your  own 
efforts  more  effective.    Ask  any  of  our  members. 

This  is  what  some  of  them  say: 

"Shippers  without  exception  should  be  represented  in 
the  membership  of  The  National  Industrial  Traffic  League. 
Circulars  issued  and  meetings  held  are  of  immense  value, 
and  every  traffic  executive  should  take  advantage  of  them. 
The  service  performed  by  the  League,  through  its  Com- 
mittees, has  proven  it  a  necessity  to  both  shippers  and 
public.  I  consider  my  membership  indispensable." 

R.    L.    FRENCH,    General    Traffic    Manager, 
Columbia  Graphophone  Mfg.  Co., 
Bridgeport,    Conn. 

"I  have  nothing  but  praise  for  The  National  Industrial 
Traffic  League  and  its  accomplishments.  We  not  only 
highly  value  our  membership  in  such  an  organization,  but 
find  its  meetings,  circulars  and  Committee  reports  of 
great  assistance.  I  do  not  think  any  concern  interested 
in  the  traffic  and  transportation  problems  of  the  day  can 
afford  not  to  be  a  member." 
H.  C.  CRAWFORD, 

Traffic   Manager,    Cambria   Steel    Co., 
Philadelphia,   Pa. 

"Permit  me  to  express  appreciation  of  the  splendid  work 
which  our  community  acknowledges  The  National  In- 
dustrial Traffic  League  is  rendering  to  the  shipping  in- 
terests." 

H.    B.    McNEELY, 
Commissioner,    Freight   and    Traffic    Division, 

Indianapolis  Chamber  of  Commerce, 
Indianapolis,    Ind. 

You  are  cordially  invited  to  become  a  member. 

Write  for  particulars. 

W.  H.  CHANDLER,  J.  H.  BEEK, 

President.  Executive  Secretary, 

1207  Conway  Building,  Chicago. 


TRAFFIC    MANAGERS 

The    L   C.   C.   Special    Permission   No.  50340,   August  5,   1920,   Gives    the  Transportation 
Companies  Eighteen  Months  (16^%  to  be  Issued  Every  3  Months)  to   Publish  Their  Tariffs. 

We  are  publishers  of  the  following  Standard  Loose  Leaf  All-Rail  Freight  Rate  Guides 


United  States  Edition 


From  the  Principal  Citi< 
of  the  United  States 


EASTERN  EDITION  from 
New  York,  Philadelphia,  Boston  and  New  England 


CANADA  EDITION  from 
Montreal,  Toronto,  Hamilton  and  London 

ETZL-EHR'S  GUIDE!,   IIMO.,   RocHos-tor,  IM.  V. 

Traffic  and  Railroad  Men  wanted  to  tell  these  Edition*  in  all  cities,  on  spare  time.     Liberal  commission  paid. 


CHESAPEAKE  &  CURTIS  BAY  RAILROAD 


General  Offices,  BALTIMORE,  MD. 

R.  R.  SOVIN,  Pre.ld.nt,  90  West  Street.  New  York. 

It  B.  UPHAM.  Flrrt  Vice  President,  80  West  Street,  New  York. 

0.   E.   THURBER.   Second   Vlco-Pre«ident,   90  Wort  Street.  New  York. 

•  EO.    K.    LOWELL,    Third    Vice   Pretldent.   In  abuse  of  Operation   and  Traffic. 

M  We»t  Street.  New  York. 

M.  B.   HERSLOFF.  Tretiurar.  to  West  Street.  New  York. 
•.  W.  S.  WHITNEY,  Secretary,  90  West  Street.  New  York. 


New  York  Offices,  90  West  St.,  New  York 

E.  A.   FALL.   Freight   and  Traffic  Manager.   M  Weet   Street.   New  York. 

J.    R.    DRANEY.   Assistant   Freight   and   Traffic   Manager.    80   Weet   Street.   New 

I.    COOKNAN    BOYD.    General    Counsel.    Builders*    Biohsng.    Bid*.    Baltlsaore. 

Md. 

0.  A.   KELLEY,  General   Auditor.   90  West  Street.   New  York. 
J.  P.  CONNOR.  Superintendent.   Wacnera  Point.   Baltimore.   Md. 


THOMAS  KEARNY.  General  Solicitor.  M  Weet  Street.   New  Yerk. 

EXTENDS  FROM  WAGNERS  POINT  TO  CURTIS  BAY 

The  Chesapeake  It  Curtis  Bay  Railroad  Co..  having  Its  terminal  at  deep  water.  Baltimore.  Md..  is  in  a  position  to  receive  all  foreign  freight  destined  to  InUrles 
potts  and  to  take  care  of  outgoing  freight  for  foreign  countries. 

This  company  maintains  a  high  standard  of  service  In  the  handling  of  shipments  to  and  from  the  Industries  located  on  Its  line.  The  territory  covered  by  this  railroad 
esrsrs  superior  sites  for  the  location  of  Industries  of  every  description.  Firms.  Individuals  and  corporations  contemplating  the  location  of  business  enterprises  are  invited  te 
correspond  with  Samuel  J.  Nathan.  »0  Weet  Street.  New  York  aty.  Maps  and  full  Information  concerning  available  property  will  be  promptly  furnished. 

Mileage  at  present  operated.  T  miles:  additions!  under  construction. 

Lighterage  connection  with  all  coastwise  lines  out  of  Baltimore  for  seaboard  ports. 

Bxoeptlonal    location   for   plants  desiring   tidewater   delivery. 

CONNECTIONS— At  Clinton  Street  with  the  Pennsylvania  Railroad  via  float  at  Wagners  Point.  C.   *  C.  B    R.  R.  to  Curtis  Bar.     At  Port  Oovtngton  with  the  Wei 
Maryland  via  float  to  Wagners  Point.  C.   4  C.   B.  R.   R    to  Curtis  Bay.     With  the  Baltimore  &  Ohio  Small  Branch  at  Wagners  Point.     Through  connections  via 
to  all  points  East.    West,   North  and  South.     Industries  located   on  cur   line  have  the  advantage  of  flat  Baltimore  rate. 


416 


THE    TRAFFIC    WORLD 


Vol.  XXVII,  No. 


Digest  of  New  Complaints 


No.  12155.     Walsh  Fire   Clay  Products   Co.,   Vandalia   and   St.   Louis, 
Mo.,  vs.  John  Barton  Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  clay,  brick,  mine  props,  lag- 
ging, slab  wood,  gravel  and  sand,  between  points  in  Missouri. 
Asks  reparation. 

No.  12156.      Belser   Grocery    Co.    et    al.,    Montgomery,    Ala.,    vs.    John 
Barton  Payne,   as  agent,  et  al. 

Unjust  and  unreasonable  rates  on  sugar  from  New  Orleans  and 
points  taking  the  same  rate  and  from  points  in  Louisiana  basing 
on  New  Orleans  to  Montgomery,  Ala.     Asks  reparation. 
No.  12157.      Kansas   Rock   Salt    Co.,    Little    River,    Kan.,    vs.    A.    T.    & 
S.  F.  et  al. 

Unjust  and  unreasonable  rates  on  salt  from  Little  River.  Kan., 
to  Chicago  and  to  East.  St.   Louis,  and  National  Stock  Yards,   111. 
Asks  cease  and  desist  order  and  just  and   reasonable   rates. 
No.  12158.     Frye  &  Co.,  Seattle,  Wash.,   vs.   Great  Northern  et  al. 

Unjust  and  unreasonable  refrigeration  charges  on  meats  and 
packing  house  products  shipped  from  Seattle  to  various  interstate 
destinations.  Asks  cease  and  desist  order. 

No.  12159.      Consolidated    Press    Association,    Washington,    D.    C.,    vs. 
Western  Union  Telegraph  Co. 

Alleges    that   defendant    refuses    to   accept    "queries"    to    news- 
papers  at    "press    rates."     Asks   cease   and   desist    order    and   just 
and  reasonable  rates. 
No.  12160.     Armour  &  Co.  vs.  Lehigh  Valley  et  al. 

Unjust    and    unreasonable    charges    on    carloads    of    frozen    beef 
livers  from  Jersey  City  to  Pier  A  of  Lehigh   Valley.     Ask   cease 
and   desist  order,   just  and    reasonable   rates   and   reparation. 
No.  12161.     Standard   Asphalt   &   Refining  Co.,    Tulsa,    Okla..    vs.    John 
Barton  Payne,  as  agent,  et  al. 

Unjust    and    unreasonable    rates    on    lubricating    oil    from    Inde- 
pendence, Kan.,   to  Eldorado,   Kan.     Asks  reparation. 
No.  12162.     The  Viscose  Co.,   Philadelphia,  vs.   Pennsylvania  et  al. 

Against  proposal  of  defendants  to  cancel  ratings  on  raw,  natural 
and  artificial  silk  as  being  violative  of  interstate  commerce  law 
and  constitution  of  U.  S.  Asks  for  cease  and  desist  order  and 
restoration  of  ratings  in  effect  prior  to  attempted  cancellation. 
No.  12163.  Kansas  Rock  Salt  Co.,  Little  River,  Kan.,  vs.  John  Barton 
Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  bulk  salt  from  Little  River. 
Kan.,  to  South  St.  Paul,  Minn.  Asks  reasonable  rate  and  repara- 
tion. 

No.  12164.     Kansas  Rock  Salt  Co.  et  al.,  Little  River,  Kan.,   vs.  John 
Barton  Payne,  as  agent. 

Same  as  to  shipments  from  Little  River  to  East  St.  Louis. 
Same  prayer. 

No.  12165.     I.  L.  Gilmore  et  al.,  Oklahoma  City,  Okla.,  vs.  M.  K.  &  T. 
et  al. 

Against  a  joint  through  rate  of  39c  from  Burkburnett,   Tex.,   to 
Bristow,  Okla.,  on   lumber  and  rate  of  44%c  from  Burkburnett   to 
Slick,    Okla.,    as    unjust    and    unreasonable.      Asks    for    reasonable 
j.         rates  and  reparation. 

No.  12166.     Boise    (Idaho)    Gas    Light    &    Coke   Co.    vs.    Denver   &    Rio 
Grande  et  al. 

Against  rates  of  $4.50  and  $5.62%  on  run  of  mine  coal  from 
Sunnyside,  Utah,  to  Boise  as  unjust  and  unreasonable  because  as 
high  as  rates  on  higher  grade  coal.  Asks  for  reasonable  rates  and 
reparation. 

No.  12167.      Walsh    Fire    Clay   Products    Co.,    Vandalia    and    St.    Louis 
Mo.,  vs.  Chicago  &  Alton  et  al. 

Again  rates  on  fire  clay  from  Vandalia,  Mo.,  to  St.  Louis,  through 
Illinois,  as  unjust  and  unreasonable.  Asks  for  reduction  from 
$1.48  to  $1.38  per  ton  and  reparation. 

No.  12168.     The  Hamilton  Foundry  and  Machine  Co.,  Hamilton,  O     vs. 
John  Barton  Payne,  as  agent. 

Illegal  demurrage  charges  on  C.  L.  shipments  of  sand  in  Decem- 
bei,  1919,  and  January  and  February.  1920.  because  sand  was 
frozen  and  could  not  be  unloaded  within  free  time.  Asks  repara- 
tion. of  $1,560. 

No.   12169.     The  Bradbury  Marble  Co.   et  al.,  St.   Louis,   Mo.,  vs    John 
Barton  Payne,  as  agent,  B.  &  O.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential and  rejudicial  rates  on  rough  quarried  and  sawn  marble 
and  rough  dressed  marble  between  New  York,  Philadelphia  and 
Baltimore  and  points  taking  the  same  rates,  and  Milwaukee  and 
bt.  Louis  and  points  taking  same  rates.  Asks  cease  and  desist 
order,  just  and  reasonable  rates  and  reparation  of  $3,647.94. 

N°-T>12i70-    ^he    National    Refining    Co.,    Coffeyville,    Kan.,    vs.    John 

Barton  Payne,  as  agent,  M.  K.  &  T.  et  al. 

Unjust,   unreasonable,    unduly  preferential   and   prejudicial   rates 

on  crude  petroleum  from  Ranger,   Tex.,   to  Coffevville,   Kan      be- 
wn  °fo^i  ra4e  $      S  in?tead  of  27c  was  applied.     Asks  reparation. 
No.   12171.     Public  Service  Commission  of  Nevada  vs.  A.   T.   &  S.   F. 

Gt   :  i  '  . 

Unjust,    unreasonable    and    discriminatory    rates    on    coal    from 
points  in  Wyoming  and  Utah  to  Nevada  points.     Asks  cease  and 
desist  order  and  just  and  reasonable  rates. 
&  S    F  T"te  ix)dwick  Lumber  Co.  et  al.,  Shreveport,  La.,  vs.  A.  T. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
rential  and  prejudicial  rates  on  lumber  and  articles  taking  same 
rates  from  points  in  Texas  and  Louisiana  to  destinations  on  de- 

e&Se  and   desist  order  and  *»* 


NO-01~17?'     Hilb  &  Bauer-  Cincinnati,  O.,  vs.   John  Barton  Payne,  as 
cL 


Unjust  and  unreasonable  switching  charges  on  scrap  iron  from 
various  points  within   switching  limits  of  Cincinnati   to   Andrew™ 
No  ^2yi74     ^tthin  »wltchinTB,»™ts  of  Cincinnati.     Asks  reparation 
et  al  Barton  Payne,  as  agent,  Sou.   Pac. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on 
frozen  meat  from  South  San  Francisco,  Calif.,  to  JerJey  City  N 
J.,  because  domestic  rate  was  applied  instead  of  published  rate  on 
meats  from  South  San  Francisco  to  New  York  and  Jersey  City 
f?o,42cport  to  European  countries.  Asks  reparation 
S  F  etal  &  C°"  VS'  J°hn  Barton  Pay"e-  as  agent,  A.  T.  & 

ToV.?nh8\/nd,  U^5aSunableUrates   °"  fresh  meat   fr°m  South   St 
.      fift  1£°"J°  Oklahoma  City,  Okla..  because  they  exceeded  42c 
Pf  WO  Ibs.  during  period  prior  to  June  25,  1918-  52Uc  from  Jun 
Asks      as°        f "£  ?5t   192°'  and  71c  subsequent  tb  August  2^,  1920 


No.    12176.     Morris  &  Co.   vs.   John   Barton  Payne,   as  agent     < 
Junction  Ry.  Co.  et  al. 

Unjust  and  unreasonable  rates  on  fresh  green  bones  from  Chi> 
cago  to  Camden,  N.  J.,  from  June  30,  UI18,  to  January  24,  192] 
in  that  sixth  class  rate  was  not  applied.  Asks  cease  and  desisi 
order,  a  rate  not  in  excess  of  sixth  class  rate  and  reparation  o 
$3,000. 

No.    12177.     British   United   Shoe   Machinery   Co.,    Ltd.,    Leicester,   En 
gland,  vs.   Pennsylvania. 

Unjust  and  unreasonable  storage  and  demurrage  charges  o 
black  iron  tack  plates  for  export  to  Leicester  at  Baltimore.  Ask 
reparation. 

No.   12178.     The  City  of  Aberdeen,    S.    D.,   vs.   John   Barton   Payi, 
agent,  C.  &  N.  W.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pivju 
dicial   rates   on   coal   tar  pitch   and  coal    tar   from    Minneapolis  t'' 
Aberdeen.     Asks  cease  and  desist  order,  just  and  reasonable  rate  ! 
and  reparation. 

No.   12179.     Traffic   Bureau,   Chamber  of   Commerce,   et   al.,    Phoenfcl 
Ariz.,  vs.  John  Barton  Payne,  as  agent,  Sou.  Pac.  et  al. 

Unjust  and  unreasonable  rates  on  cider  and  apple  juice  fronl 
Talent,  Ore.,  to  Phoenix,  Ariz.  Asks  cease  and  desist  order,  jtik] 
and  reasonable  rates  and  reparation. 

No.    12180.     Tar  Heel  Manganese   Co.,   Mt.    Airy,    N.    C.,    vs.    SoutheM 
et  al. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  r^H 
on  manganese  ore  from  Mt.  Airy  to  Anniston,  Ala.,  and  LynOil 
burg,  Va.  Asks  reparation. 

No.  12181.     Standard  Asphalt  and  Refining  Co.,  Tulsa,  Okla.    vs    Join 
Barton  Payne,  as  agent.  Midland  Valley  et  al. 

Unjust,   unreasonable,   unduly  preferential  and  prejudicial  ratetl 
on  absorption  gasoline  from  Bigheart  and  Turley,  Okla.     to  InAl 
pendence,  Kan.     Asks  reparation. 
No.  12182.     Darling  &  Co.,  Chicago,   vs.  John  Barton   Payne,   as  anein 

Against  a  rate  of  23c  on  packinghouse  tankage  from  Chi. 
Little    Rock.    Ark.,    as    compared    with    rates    subsequently 
lished.     Asks  reparation  down  to  basis  of  13c 
No.  12183.     Same  vs.  Same. 

Against  a  rate  of  42c  on  nitrate  of  soda  from  Baltimore  to  Chi- 
cago as  unjust  and  unreasonable  in  comparison  with  an  import 
rate  of  21c  prior  to  June  25.  1918.  Asks  for  reasonable  rates  add 
reparation. 

No.  12184.     A.  w.  Hillebrand  Co.,  New  York,  vs.  John  Barton  PavneJ 
as  agent. 

Against    a    combination    rate    of    $2.(i9    on    coal    from    Casselnmi' 
Pa.,  to  St.  George,  Staten  Island.  N.  Y.,  as  unjust  and  unreasoM 
able.     Asks  for  reparation  to  basis  of  $1.65. 

No.    12186.      General    Motors    Corporation,    Detroit,    vs     John    BartorJ 
Payne,  as  agent. 

I'njust  and  unreasonable  rates  on  gravel   from  Grand  Rapids  tt 
Detroit,   shipped  in   November.   ]!H!i.     Asks  for  reparation  dm 
basis  ot  subsequently  established  rate 

No.  12187.     A.  W.   Hillebrand  Co..   New  York.  vs.   John  Barton  Pavnc 
as  agent. 

I'njust  and  unreasonable  rates  on  coal  from  mines  in  PennsyH 
vania  on  the  B.  &  O.  to  Weehawken.  N.  J..  Erie  delivery,  .shipnH 

'2LA&8  alul  llll!l'     Asks  for  ceas«  "nd  desist  order  and  rVpa ; 
No.  12188.     Same  vs.  Same. 

Tnjust  and  unreasonable  rates  on  coal  from  points  in  western 
Pennsylvania  to  Weehawken,  N.  .1.  Same  prayer 

No.    12189.      Indiana    Reduction    Co.,    St.    Louis,    Mo.,    vs.    John    BartoiJ 
i'ayne.  as  Hgent. 

Against  a  rate  of  22M>c  on  ground  garbage  tankage  from  Dupr. 
and  St.  Louis  to  Little  Rock.  Ark.,  as  unjust  and  unreasonabD 
Asks  for  reasonable  rates  and  reparation. 

HIGHER  RATES  NOT~  JUSTIFIED 

The  Traffic  World   Washington  Bureau) 

A  peculiar  kind  of  reasoning  on  the  part  of  railroad  freight! 
house  employes  has  been  brought  to  the  attention  of  the  Com- 
mission. They  have  been  imposing  the  higher  class  rates,  SUB-] 
pended  in  I.  and  S.  No.  1263,  from  Detroit  and  Cleveland  tertH 
lory  to  Texas  common  points,  because  Leland  did  not  get  ouq 
his  suspension  notice  supplement  until  January  5,  1921,  six  dan 
after  the  effective  date  of  supplement  No.  19  to  his  I.  (\  C.  i:;ri;. 
According  to  the  reports  sent  to  the  Commission,  some  agents! 
are  assuming  that  supplement  No.  19  became  effective  and] 
remained  operative  between  December  31  and  January  15,  bfrl 
cause  those  are  the  dates  in  the  supplement  proposing  the  iri-j 
crease  in  class  rates  and  supplement  No.  22  in  which  Lelandl 
gave  notice  that  No.  19  had  been  suspended  to  April  21. 

To  inquirers,  the  Commission  has  said  that  the  tariffs  SUB- 
pended  in  I.  and  S.  1263  and  I.  and  S.  1269,  both  covering  Leland! 
tariffs,  did  not  and  have  not  become  operative;  also  that  the! 
effective  or  filing  dates  in  the  supplements  giving  notice  that 
there  were  suspension  orders  out  against  specified  supplements, 
could  have  no  effect  on  the  suspension  orders. 

The  Commission   has  no  idea  of  pursuing  the  subject  fur- 
ther,  because  it  assumes  that  auditors  of  freight  revenue  will 
catch  the  errors  of  the  agents  when  their  accounts  are  audited 
and  that  the  money  will  be  returned.     If  that  is  not  done,  the) 
shippers    can    call   the   attention   of   the   railroads    to   the   over- 
charges and  demand  return.     The  collection  of  higher  rates  is 
without   authority,   and    if   it   could    be   proved   that   a   railroad) 
company's  responsible  officials  were  backing  any  such  method 
of  even  temporarily  improving  revenues,  the  sections  of  the  law! 
imposing  fines  for  violation  of  the  law  might  be  invoked.     Nol 
one  would  suspect  a  local  agent  of  thinking  to  improve  revenues! 
by  such  a  device  as  pretending  to  believe  that  the  date  of  a 
supplement  giving  notice  of  the  suspension  of  an  earlier  supple- 1 
ment  could  have  an  effect  on  the  orders  of  the  Commission. 


Copies  of  the  current  DAILY  TRAFFIC  WORLD 
for  eastern  subscribers  are  mailed  on  the  "Broadway  i 
Limited"  and  "20th  Century  Limited"  trains. 
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Havana  Line 

MERCHANTS  AND  MINERS 
TRANSPORTATION  COMPANY 

(Established  1854) 

Norfolk — Newport  News — Havana 

A-l  Steel  S.  S.  "LAKE  FABYAN"  Ready  February  28 
A  Steamer March  15 

Charters  arranged  for  full  cargoes  to  any  port 

Shippers  will  avoid  many  difficulties  and  attend- 
ant losses  by  forwarding  their  business  via  this 
regular  established  line,  operating  fast  steel 
steamers. 

Through  export  bills  of  lading  issued  from  all 
interior  points. 

Cheaper  Rates  from  Interior  Points  ria 
Norfolk  and  Newport  News 


For 

Atlanta,  Ga. 
Baltimore,  Md. 
Boston,  Mass. 
Havana,  Cuba 
Jacksonville,  Fla 
Norfolk,  Va. 
Philadelphia,  Pa 
Pittsburgh,  Pa. 
Providence,  R.  I 
Savannah,  Ga. 
St.  Louis,  Mo. 


Rates  and  Space  apply  to 

C.  S.  Buford,  Commercial  Agent 
W.  W.  Tull,  General  Agent 
C.  H.  Maynard,  General  Agent 
M.  V.  Molanphy,  General  Agent 
C.  M.  Haile,  General  Agent 
A.  E.  Porter,  General  Agent 
A.  L.  Bongartz,  General  Agent 
L.  T.  Fowler,  Commercial  Agent 
W.  H.  Miller,  General  Agent 
R.  M.  Griffin,  Local  Agent 
J.  R.  Bell,  Freight  Representative 


A.  W.  GRAVES,  Manager,  Baltimore,  Md. 


CUNARD 

ANCHOR  ^ 

ANCHOR-DONALDSON 


Regular  Services 


NEW  YORK 
BALTIMORE 
MONTREAL 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 

ANTWERP 

HAMBURG 

MEDITERRANEAN 


BOSTON 
PHILADELPHIA 
PORTLAND,  ME. 

LIVERPOOL 

SOUTHAMPTON 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 

LEVANT 


General  Offices:    2  1 -24  State  St.,  N.  Y.  City 

Chicago  Office : 
Cunard  Bldg..  1  4O  N.  Dearborn  Street 


Atlanta.    56    N.    F*reyttl* 

Baltimore.    107   E.   Balti- 
more St. 

Boston.   \26  Stall  St. 

Cleveland,     Hotel    Cleve- 
land  Bldg. 

Detroit.    35     WuhlngtM 
Blvd. 

Mlnnnpolli.     Third    M. 
and   Second  An.,  80. 

Montreal,  20  Hoepltal  M. 

New  Orleant,   206  St. 
Charlei  St. 


Philadelphia,    IMO    Wai- 
Pmebi'gB.  712  MiltM.U 

St  Loola.  1 131  Olhra  st 
San   Franeltco,  501   Mar- 
ket St. 

Seattle,   621   Seeond  Ava, 
Vancouver,    622    Haatliee 

St   W. 
Washington,     D.    C..    §17 

14th  St   N.  W. 
Wlnnlpei,   270   Main   St. 
Or  Lewi  A«ente 


i 


UNDER 
AMERICAN  FLAG 


PASSENGERS 
AND  FREIGHT 


San  Francisco -Baltimore  Service 

(Freight  Only— Via  Panama  Canal) 

From  San  Francisco  and  Los  Angeles  to  San  Jose  de  Guatemala, 

La  Liber  tad,  Corinto,  Balboa,  Cristobal,  Cuban  and 

Porto  Rican  Ports  (Eastbound only),  Savannah. 

Norfolk  and  Baltimore. 

S.S.  "POINT  LOBOS"  sails  February  21st 

S.  S.  "CUBA"  sails  February  17th 

S.S.  "POINT  JUDITH"  sails  March  8th 

From  Baltimore  to   Cristobal,   Balboa,   Corinto,   La  Libertad, 

San  Jose  de  Guatemala,  Los  Angeles  and  San  Francisco 

S.  S.  "WEST  MINGO"  sails  February  18th 

Trans-Pacific  Service 

"The  Sunshine  Belt  to  the  Orient" 

(Passengers  and  Freight) 
Sailings  from  San  Francisco  by  new  and  luxurious  ships 

S.S.  "GOLDEN  STATE"  sails  March  19th 
S.S.  "ECUADOR"  S.S.  "VENEZUELA" 

S.S.  "COLOMBIA"  S.S.  "EMPIRE  STATE" 

And  Fortnightly  Sailings  by  EIGHT  Freight  Steamers 
Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila  and  Hongkong 

Manila-East  India  Service 

(Passengers  and  Freight) 

Sailings  from  San  Francisco  by  luxurious  new  American  Steamers 
S.S.  "CREOLE  STATE,"  Apr.  22d    S.S.  "WOLVERINE  STATE,"  Feb.  2Slh 

S.S.  "GRANITE  STATE,"  March  22d 

And  Monthly  Sailings  by  TWO  Freight  Steamers 

Direct  to  Honolulu,  Manila,  Saigon,  Singapore,  Honduras, 

Colombo  and  Calcutta 

Round-the- World  Service 

(Freight  Only) 

•WEST  NERIS"  S.S.  "WEST  MINGO" 

S.S.  "EASTERN  IMPORTER" 

Regular  Monthly  Sailings 

S«n  Francisco,  Honolulu,  Yokohama,  Kobe,  Dairen,   Tientsin, 
Shanghai,  Manila,   Saigon,  Singapore,  Calcutta,  Colombo, 
Bombay,  Alexandria,  Bizerta,  Marseilles,  Barcelona, 
thence  Baltimore,  Norfolk,   Cristobal,  Los  An- 
geles and  San  Francisco  via  Panama  Canal 

Panama  Service 

(Passenger*  and  Freight) 

Sailings  from  San  Francisco  every  10  days  by 

S.S.  "SAN  JOSE"    S.S.  "CUBA"    S.S.  "CITY  OF  PARA" 
S.S.  "SAN  JUAN"         S.S.  "NEWPORT" 
To  Mexico,  Central  America  and  Canal  Zone 


S.S. 


Through  Bills  of  Lading  Issued  to  and  from  all  point* 
beyond  port* 

The  Pacific  Mail  is  world  renowned  for  excellence  of  it* 
service  and  cuisine 

Consult  Our  Office* 

Pacific  Mail  Steamship  Co. 

10  Hanover  Square,  508  California  St.,  400  Exchange  Pa*o* 

Gen.  Paaa.  Office,  «21  Market  St. 

NEW  YORK  SAN  FRANCISCO  BALTIMORE 

Managing  Agent*  U.  S.  Shipping  Board 
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REVENUE  FREIGHT  LOADING 

The  Traffic   World   Washington  Bureau 

The  number  of  cars  of  revenue  freight  loaded  in  the  week 
ended  Feb.  5  amounted  to  696,997  as  compared  with  699,936  in 
the  preceding  week,  or  a  decrease  of  2,839  cars,  according  to  the 
weekly  report  of  the  car  service  division  of  the  American  Rail- 
way Association.  In  1920  and  1919  the  totals  for  the  correspond- 
ing weeks  were  762,680  and  692,614,  respectively. 

As  compared  with  the  corresponding  week  in  1920,  there 
were  increases  in  the  number  of  cars  of  grain  and  grain  products, 
live  stock,  coke  and  merchandise,  L.  C.  L.,  and  decreases  in  the 
number  of  cars  of  coal,  forest  products,  ore,  and  miscellaneous. 

Loading  by  districts  in  the  week  ended  Feb.  5  and  the  cor- 
responding week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  5,222  and  4,817; 
live  stock,  3,372  and  2,832;  coal,  42,008  and  45,409;  coke,  1,922  and 
3,617;  forest  products,  8,459  and  7,236;  ore,  722  and  1,881;  mer- 
chandise, L.  C.  L.,  44,811  and  28,883;  miscellaneous,  55,887  and 
75,881;  total,  1921,  162,403;  1920,  170,556;  1919,  167,852. 

Allegheny  district:  Grain  and  grain  products,  2,207  and 
2,628;  live  stock,  3,131  and  3,121;  coal,  48,388  and  41,814;  coke, 
6,103  and  3.894;  forest  products,  3,645  and  3,932;  ore,  2,823  and 
2,125;  merchandise,  L.  C.  L.  35,015  and  34,565;  miscellaneous,  43,- 
883  and  55,796;  total,  1921,  145,195;  1920,  147,875;  1919,  150,862. 

Pocahontas  district:  Grain  and  grain  products,  161  and  173; 
live  stock,  123  and  120;  coal,  14,769  and  19,211;  coke,  159  and 
685;  forest  products,  1,504  and  1,754;  ore,  56  and  270;  merchan- 
dise, L.  C.  L.,  2,712  and  130;  miscellaneous,  5,008  and  9,067;  total, 
1921,  24.492;  1920,  31,410;  1919,  27,844. 

Southern  district:  Grain  and  grain  products,  3,681  and  3,779; 
live  stock,  2,133  and  2,458;  coal,  22,804  and  24,836;  coke,  574  and 
216;  forest  products,  13,165  and  16,314;  ore,  1,333  and  2,476;  mer- 
chandise, L.  C.  L.,  32,705  and  19,471;  miscellaneous,  33,881  and 
53,779;  total,  1921,  110,276;  1920,  123,329;  1919,  106,039. 

Northwestern  district:  Grain  and  grain  products,  10,900  and 
9,828;  live  stock,  9,136  and  8,448;  coal,  6,022  and  14,225;  coke, 
1,256  and  1,196;  forest  products,  17,703  and  19,459;  ore,  1,219  and 
1,784;  merchandise,  L.  C.  L.,  23,584  and  18,929;  miscellaneous, 
26,530  and  38,694;  total,  1921,  96,350;  1920,  112,563;  1919,  94,411. 

Central  Western  district:  Grain  and  grain  products,  10,125 
and  9,450;  live  stock,  11,494  and  10,385;  coal,  16,980  and  23,535; 
coke,  303  and  392;  forest  products,  3,019  and  4,576;  ore,  1,967  and 
2,780;  merchandise,  L.  C.  L.  27,583  and  21,681;  miscellaneous,  29,- 
766  and  41,833;  total,  1921,  101,237;  1920,  114,632;  1919,  96,662. 

Southwestern  district:  Grain  and  grain  products,  4,579  and 
3,918;  live  stock,  1,888  and  2,897;  coal,  4,946  and  7,481;  coke  64 
and  125;  forest  products,  6,571  and  7,085;  ore,  381  and  601;  mer- 
chandise, L.  C.  L.,  15,811  and  15,174;  miscellaneous,  22,804  and 
25,034;  total,  1921,  57,044;  1920,  62,315;  1919,  48,044. 

Total  all  roads:  Grain  and  grain  products,  36,875  and  34,593; 
live  stock,  31,277  and  30,261;  coal,  155,917  and  176,511;  coke,  10,- 
381  and  10.125;  forest  products,  54,066  and  60,356;  ore,  8,501  and 
11,917;  merchandise,  L.  C.  L.,  182,221  and  138,833;  miscellaneous, 
217,759  and  300,084;  total,  1921,  696,997;  1920,  762,680;  1919, 
692,614. 

Note:  L.  C.  L.  merchandise  loading  figures  for  1921  and  1920 
are  not  comparable  because  some  roads  are  not  able  to  separate 
their  L.  C.  L.  freight  and  miscellaneous  of  1920.  Add  merchandise 
and  miscellaneous  figures  to  get  a  fair  comparison. 


WIS.  &  NORTHERN  NOTES 

The  Traffic  World  Washington  Bureau 

The  Wisconsin  &  Northern  Railroad  Company  has  been 
authorized  by  the  Commission  to  issue  $500,000  of  8  per  cent 
notes  to  enable  it  to  renew  outstanding  notes  and  to  give  notes 
to  stockholders  holding  receipts  for  moneys  advanced  on  dif- 
ferent dates  in  1920. 

The  order  authorizes  the  company  to  issue  at  par  and  to 

renew  for  three  successive  periods  of  six  months  each,  with  a 

maximum  duration  of  two  years'  time  from  date  thereof,  $130,- 

000  of  six 'months'  8  per  cent  notes,  to  be  dated  as  of  May  15, 

1920,  and  to  be  given  to  stockholders  holding  receipts  for  moneys 

advanced  during  1920,  and  interest  to  be  paid  on  the  notes  from 

the  date  the  moneys  were  advanced;  to  issue  at  par  and  renew 

for  two  successive  periods  of  six  months  each,  with  a  maximum 

duration  of  eighteen  months'  time  from  the  date  thereof,  $120,000 

of  six  months'  8  per  cent  notes  to  be  dated  as  of  November 

15,  1920,  of  which   $80,000  are  to  be  given  to  stockholders  in 

tchange  for  receipts  for  moneys  advanced,  interest  to  be  paid 

from  date  moneys  were  received,  and  $40,000  of  which  are  to 

ssued  for  par  and  accrued  interest  to  purchasers;  to  renew 

00,000  of  six  months'  8  per  cent  notes,  dated  May  15    1920 

ued  prior  to  June  28,  1920,  for  three  successive  periods 

K  months  each,  with  a  maximum  duration  of  two  years' 

time  from  the  date  thereof. 

The  order  further  authorizes  the  company    to    issue  and 

renew  for  three  successive  periods  of  six  months,  with  a  maxi- 

109?  tduratlon-  of   eighteen   months'    time   from    November    15 

20,  two  promissory  notes  of  $25,000  each,  to  bear  8  per  cent 


interest.  These  notes  are  to  be  issued  only  upon  the  surrender 
and  cancellation  of  two  similar  notes  issued  prior  to  the  effective 
date  of  the  Commission's  jurisdiction  over  securities. 

The  proceeds  of  the  notes,  the  order  provides,  must  have 
been  used,  where  already  received,  or  must  be  used  for  the 
purposes  of  paying  off  existing  indebtedness,  for  procurement 
of  additional  equipment,  for  additions,  betterments  and  replace- 
ment, and  for  the  construction  of  an  extension  of  applicant's 
line  of  railroad  from  Appleton  Junction  to  West  Neenah,  Wis. 

"The  schedules  filed  with  the  application  indicate  that  the 
notes  for  which  authority  is  sought  in  part  represent  additions  j 
and  improvements  to  the  property  and  in  part  funds  borrowed: 
to  meet  interest  charges  or  expenses  of  operation,"  the  Com- 
mission said.  "Debt  of  the  latter  kind  must  eventually  be  paid 
from  income.  Authority  to  issue  these  temporary  promissory 
notes  is  therefore  given  with  the  understanding  that  not  all  of 
these  notes  are  subject  to  permanent  capitalization." 


BRITISH  BILLS  OF  LADING 

"The  London  Chamber  of  Commerce  is  endeavoring  tOi 
bring  about  the  institution  of  a  test  action  with  a  view  to  de-, 
termining  whether  or  not  a  mutual  insurance  association,  act 
ing  on  behalf  of  a  shipowner,  may  refuse  to  accept  liability 
for  short  delivery  of  29  cases  of  goods,  say,  out  of  a  total  con-j 
signment  of  200  cases,"  Counsel  General  Robert  P.  Skinner,  oi; 
London,  says  in  a  report  to  the  Department  of  Commerce: 

"The  main  portion  of  the  bill  of  lading  in  controversy  con 
tains  printed  clauses  setting  out  the  conditions  under  whichl 
the  shipowners  are  to  be  responsible  for  incorrect  dilivery  and) 
limit  of  their  liability  for  incorrect  delivery.  The  bill,  however; 
contains  a  rubber-stamp  clause  reading:  'Not  responsible  foij 
shortage,  but  all  on  board  to  be  delivered.' 

"The   insurance   association,    on   behalf   of   the   shipowner  i 
claims  protection  under  this  rubber-stamp  clause  and  intimates 
that  it  is  prepared  to  join  issue  with  the  merchants  on  thf| 
legality   of   same.      (It   has,   however,   offered   to   pay   half  th< 
claim  without  prejudice).     The  merchants  are  advised  that  th< 
bill  of  lading1  is  a  clean  receipt  for  200  cases  and  that  the  con 
signees  are  entitled  to  expect  delivery  of  200  cases,  and  tha 
if  the  rubber-stamp  clause  is  upheld  it  would  enable  a  ship 
owner  to  comply  with  the  terms  of  the  bill  of  lading  if  onl? 
one  package  out  of  200  were  delivered. 

"As  the  legality  of  such  a  clause  as  this  is  a  matter  oj 
principle  which  interests  merchants  generally,  and  the  cham 
ber  of  commerce  suggests  that  firms  willing  to  contribute  : 
moderate  amount  toward  the  cost  of  ascertaining  whether  thi 
courts  would  uphold  such  a  clause  communicate  with  its  secre 
tary." 


PACKING  SHIPMENTS  FOR  PANAMA 

American  packing  of  shipments  to  Colon,  Panama,  is  stil 
in  need  of  improvement,  Consul  Julius  D.  Dreher  says  in  a  n 
port  to  the  Department  of  Commerce. 

"As  merchants  have  from  time  to  time  spoken  of  the  in 
provement  in  American  packing  in  recent  years,  it  was  suppose 
that  there  were  few  grounds  of  complaint  regarding  it  at  prei 
ent,"  said  he,  "but  recent  inquiries  of  a  number  of  Colon  me 
chants  show  that  American  packing  still  needs  to  be  improved  i 
several  respects.  A  general  complaint  is  that  in  many  cases  th 
boards  used  for  boxes  are  too  thin,  being  only  one-fourth  or  oni 
half  of  an  inch  thick.  When  a  long  box  is  made  of  thin  board 
it  is  possible  to  lift  one  at  the  side  of  the  box  and  pilfer  parcel 
from  inside;  or  if  no  iron  bands  are  used,  as  is  often  the  cas> 
it  is  an  easy  matter  to  lift  one  end  of  a  board  and  take  ov 
goods.  Complaint  is  made  also  that  the  iron  bands  that  are  use 
are  too  light  for  real  protection. 

"A  great  deal  of  freight  is  unloaded  for  transhipment  t 
other  ports  at  the  piers  in  Cristobal,  Canal  Zone.  At  these  piei 
considerable  loss  of  goods  and  expense  of  repairing  broke 
boxes  and  crates  are  incurred  through  careless  packing.  A 
pilfering  of  goods  in  transit  is  increasing  American  exportei 
should  be  careful  to  use  strong  boxes  and  strong  iron  bands  t 
render  it  difficult  to  open  boxes  and  take  out  goods.  Even  win 
the  boxes  are  strong  enough  there  is  complaint  that  the  packin 
of  the  goods  is  carelessly  done  and  many  articles  are  foun 
broken,  particularly  glassware,  crockery,  and  patent  medicine 

"As  customs  duties  are  assessed  here  on  the  invoice  valv 
of  goods  trouble  is  caused  to  merchants  when  invoices  are  mac 
on  the  cost  c.  i.  f.  Annoyance  and  trouble  are  also  caused  t 
carelessness  in  shipping  goods  invoiced  to  Panama  when  thf 
are  intended  for  Colon.  In  such  cases  the  Colon  importers  ha\ 
to  adjust  the  matter  with  officials  in  the  city  of  Panama." 

ABANDONMENT   OF  TRACK 

The  Pearl  River  Valley  Railroad  Company  has  applied  to  tl 
Commission  for  authority  to  abandon  approximately  three  mill 
of  track  which  lies  between  mile  posts  13  and  17  from  Nicholso 
Miss.,  because  that  portion  of  its  track  is  constructed  as  a  cun 
and  upon  a  grade  and  operation  thereof  is  expensive  and  mai 
tenance  is  excessive.  The  company  proposes  to  eliminate  tl 
curve  by  the  construction  of  about  2%  miles  of  track. 
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To  Mexico 


THROUGH  SLEEPERS 


BETWEEN 


Houston  and  Tampico 
via  Brownsville 


ALSO  BETWEEN 


Houston  and  Mexico  City 
Corpus  Christi  and  Laredo 

Dependable  Schedules 

For  information  write  C.  W.  STRAIN,  G.  P.  A.,  Houston 
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Rejections  and  Suspensions 

The  Embargo  Notices,  Modifications,  and 
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AND 

Railroad  Rate  Committee 

DOCKETS 

Are  All  Now  Promptly  Printed  in 

THE  DAILY  TRAFFIC  WORLD 

AND 

THE  WEEKLY  TRAFFIC  BULLETIN 

Samples  and  full  information  free  on  request 

THE  TRAFFIC  SERVICE  CORPORATION 


(Publishers  The  Traffic  World) 


418  South  Market  Street 


Chicago,  111. 


We  Can  Promptly  Furnish 

Interstate  Commerce 
Commission  Statistics 

For  the  Year  1919 


The  Commission's  yearly 
abstract  of  this  informa- 
tion is  not  yet  available. 
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THE  TRAFFIC  SERVICE  CORPORATION 

Colorado  Building,  Washington,  D.  C. 
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REPEAL  OF  WAR  TAX  ON  FREIGHT 

The  Traffic   World   Washington  Bureau 

While  formal  consideration  has  not  been  given  the  question 
by  the  House  committee  on  ways  and  means,  it  is  regarded  as 
probable  that  some  member  of  the  committee  may  introduce  a 
bill  providing  for  repeal  of  the  war  tax  of  transportation  charges. 
The  committee  has  received  a  number  of  communications  urging 
repeal  of  the  tax. 

ARRIVAL  OF~THE  MOTOR  TRUCK 

The  Traffic   World   Washington  Bureau 

"The  era  of  railroad  building  has  passed  and  the  time  has 
come  when  if  traffic  is  to  move  at  all  an  appreciable  part  of 
it  must  move  over  the  public  highways,"  Representative  Moore 
of  Virginia,  said  in  a  speech  in  the  House  in  which  he  urged 
federal  appropriations  for  the  construction  of  highways. 

"It  is  estimated  that  during  the  last  calendar  year  approx- 
imately 350,000,000  tons  of  farm  products  and  vegetables  were 
hauled  to  market  in  motor  trucks  by  the  farmers  and  garden- 
ers of  the  United  States.  The  construction  of  a  great  system 
of  good  highways  is  possible  only  under  some  permanent  plan 
expressing  the  deliberate  purpose  of  the  government." 

The  House  has  passed  and  sent  to  the  Senate  a  bill  carry- 
ing an  appropriation  of  $100,000,000  for  the  fiscal  year  begin- 
ning July  1,  1921,  to  assist  the  states  in  the  construction  of 
highways. 

SOUTHERN  RY.  BONDS 

The  Traffic  World  Washington  Bureau 

The  Southern  Railway  has  been  authorized  by  the  Commis- 
sion to  issue  and  sell  at  not  less  than  80  per  cent  of  par  and 
accrued  interest  $950,000  of  first  consolidated  mortgage  5  per 
cent  bonds  maturing  July  1,  1994,  for  the  purpose  of  retiring 
a  like  amount  of  applicant's  Virginia  Midland  serial  mortgage 
5  per  cent  bonds,  series  D,  maturing  March  1. 

Under  the  terms  of  the  company's  first  consolidated  mort- 
gage, a  total  issue  of  $120,000,000  of  bonds  were  authorized, 
$69,129,700  of  which  were  expressly  reserved  to  provide  for 
payment  and  redemption  of  underlying  bonds  at  that  time  out- 
standing. Of  the  latter  amount  $41,336,800  of  bonds  remain  un- 
issued and  the  $950,000  of  bonds  are  a  part  of  that  reserve. 

"No  negotiations  looking  to  the  sale  of  these  bonds  have 
yet  been  undertaken  and  for  this  reason  no  estimate  of  the 
cost  to  the  applicant  has  been  presented,"  the  Commission  said. 
"Applicant,  however,  suggests  that  the  bonds  should  sell  at  a 
figure  in  excess  of  80  per  cent  of  par.  Inasmuch  as  these  bonds 
do  not  mature  for  73  years,  their  sale  at  80  per  cent  of  par 
would  be  on  a  basis  of  approximately  6.25  per  cent,  exclusive  of 
expenses  and  discount,  a  very  favorable  figure,  considering  the 
present  state  of  the  money  and  securities  market." 

The  order  of  the  Commission  provides  that  the  bonds  shall 
not  be  sold  for  less  than  80  per  cent  of  their  principal  amount 
with  the  full  amount  of  accrued  interest,  in  addition  thereto,  and 
that  the  total  cost  to  the  company  shall  not  exceed  6%  per  cent 
per  annum. 


rehabilitation;  a  definite  ear  repairing  program  at  this  time  is  most 
necessary  if  the  heavy  transportation  demands  of  the  near  future  are 
to  be  satisfactorily  met. 

Flat  Cars:  Requirements  have  practically  been  protected.  Sur- 
plus cars  should  be  sent  to  owning  lines  in  accordance  with  Car 
Service  Kules. 


CAR  SUPPLY  CONDITIONS 

•  The   Traffic   World   Washington  Bureau 

W.  L.  Barnes,  executive  manager  of  the  car  service  division 
of  the  American  Railway  Association,  in  his  summary  of  gen- 
eral conditions  as  of  Feb.  14,  urged  railroads  to  adopt  a  definite 
car  repairing  program  at  the  present  time  in  order  to  prepare 
for  the  "heavy  transportation  demands  of  the  near  future."  This 
statement  was  regarded  as  indicative  of  the  feeling  of  car  serv- 
ice officials  that  the  existing  slump  in  traffic  will  be  compara- 
tively short-lived.  The  summary  follows: 

Box  Cars:  Requirements  for  box  cars  are  being  satisfactorily 
protected.  Reports  indicate  improved  demand  for  this  equipment, 
surplus  box  cars  for  week  ending:  January  31  showing  a  decrease  for 
the  first  time  since  the  surplus  developed.  Special  attention  should 
bo  given  to  the  return  of  grain  cars  to  their  owners  to  avoid  a  short- 
age of  cars  in  this  service. 

Auto  Cars:  Cars  should  be  disposed  of  in  accordance  with  Car 
Service  Rules.  Where  loaded  with  freight  other  than  automobiles, 
care  should  be  exercised  to  avoid  commodities  which  leave  a  residue 
which  will  damage  the  finish  of  autos.  when  later  used  in  that  service. 

Stock  Cars:  Practically  all  requirements  being  protected.  Sur- 
plus cars  should  be  disposed  of  according  to  Car  Service  Rules. 

Refrigerator  Cars:  There  is  an  adequate  refrigerator  car  supply 
in  all  sections.  Tliere  Is  quite  a  fair  movement  of  perishables  from 
Florida  and  California  principally  citrus  fruits.  Our  information  is 
that  potatoes  are  still  being  quite  generally  held  back  in  potato  pro- 
ducing sections  on  account  of  unfavorable  markets.  Railroads  are 
itill  permitted  to  load  refrigerator  cars  with  suitable  non-perishable 
freight  in  the  direction  of  the  empty  movement. 

.Open  Top  Cars:  A  very  decided  improvement  has  been  noted 
?ur'5,B  '  past  few  weeks  in  the  movement  of  open  top  cars  under 
the  Car  Service  Rules.  There  exists  on  the  part  of  most  of  the  rail- 
roads a  disposition  to  interpret  and  apply  the  rules  liberally  and  this 
is  resulted  In  minimizing  to  a  large  extent  such  temporary  difflcul- 
have  been  reported.  The  lessening  demand  for  open  cars  is 

^  Le  Pr!mc  factors  in  stimulating  the  return  of  such  equipment 
he  home  roads,  and  an  unusually  large  percentage  of  this  equip- 
ment Is  returning  home  In  bad  order.  This  should  be  a  period  of 


COAL  PRODUCTION  REPORT 

The   Traffic    World    Washington  Bureau 

A  decrease  of  521,000  tons  in  the  output  of  soft  coal,  as 
compared  with  the  preceding  week,  occurred  the  week  ending 
February  5,  when  the  total  production,  estimated,  was  8,045,000 
tons,  according  to. the  weekly  report  of  the  Geological  Survey, 
Department  .of  the  Interior,  under  date  of  February  12. 

The  number  of  cars  loaded  daily,  according  to  the  American 
Railway  Association,  was  as  follows:  January  31,  27,850;  Feb- 
ruary i,  26,059;  February  2,  25,511;  February  3,  26,637;  Febru- 
ary 4,  26,066;  February  5,  16,404;  February  7,  28,378;  Febru- 
ary 8,  25,386. 

The  quantity  of  bituminous  coal  dumped  over  the  tidewater 
piers  during  January,  as  reported  to  the  Geological  Survey, 
amounted  to  3,745,000  net  tons.  Compared  with  December,  this 
was  a  decrease  of  566,000  tons,  or  13  per  cent,  and  was  the 
smallest  amount  dumped  since  February,  1920.  Shipments  to 
New  England  were  639,000  tons,  while  exports  were  1,138,000 
tons,  decreases,  respectively,  of  208,000  and  291,000  tons.  Coal 
for  bunkering  increased  3,000  tons. 

The  all-rail  movement  to  New  England  continued  to  decline 
during  the  week  ended  February  5.  According  to  reports  fur- 
nished by  the  American  Railway  Association,  3,219  cars  were 
forwarded  through  the  five  rail  gateways,  Harlem  River,  May- 
brook,  Albany,  Rotterdam,  and  Mechanicsville.  Comparison  with 
the  preceding  week  shows  this  to  be  a  decrease  of  709  cars,  or 
over  18  per  cent.  Shipments  during  the  corresponding  week  in 
1920  were  2,572  cars,  and  in  1919,  2,497  cars. 


TELEPHONE  REVENUE 

The   Traffic   World   Washington  Bureau 

Telephone  companies  having  annual  operating  revenues  in 
excess  of  $250,000  had  an  operating  income  of  $74,018,675  in 
the  first  eleven  months  of  1920  as  against  $70,341,147  in  the 
same  period  of  1919,  an  increase  of  -$3,677,528,  according  to 
compilations  made  by  the  Bureau  of  Statistics  of  the  Com- 
mission. 

Operating  revenues  increased  from  $372,381,249  in  the 
eleven-month  period  of  1919  to  $433,771,970  in  the  same  period 
of  1920,  while  operating  expenses  increased  from  $275,807,108 
to  $340,769,577.  Net  operating  revenues  increased  from  $96,- 
574,141  in  1919  to  $103,002,393  in  1920. 

For  the  month  of  November  the  operating  income  was 
$6,828,297  as  against  $6.469,111  in  November,  1919.  Operating 
revenues  increased  from  $36,728,941  in  November,  1919,  to  $42,- 
082,467  in  November,  1920;  operating  expenses  increased  from 
$27,729,735  to  $32,713,456,  and  net  operating  revenues  increased 
from  $8,999,206  to  $9,369,011. 

The  number  of  company  stations  in  service  at  the  end  of 
November  was  9,161,657  as  against  8,518,858  in  November,  1919. 


NEW  ACCOUNTING   RULE 

Applying  the  law  rule  of  de  minimis  to  accounting  practice, 
the  Commission  has  ruled,  under  date  of  January  14,  that  where 
the  cost  of  improvement  to  any  class  of  equipment,  or  to  any 
class  of  fixed  improvements,  under  a  general  plan,  considered 
as  a  whole,  is  less  than  $100,  the  amount  may  be  charged  to  the 
appropriate  account  in  the  schedule  of  operating  expenses.  Un- 
der a  strict  construction  of  the  rules  every  item  of  expense  of 
that  kind  must  be  distributed  between  capital  and  operating 
accounts.  This  new  rule,  however,  the  Commission  said,  is  not 
to  be  construed  as  authorizing  the  parcelling  of  expenditures  in 
order  to  bring  them  within  the  limit.  The  new  rule  applies  to 
both  steam  and  water  carriers. 


C.  &  A.  STOCK 

The  Chicago  &  Alton  Railroad  Company  has  applied  to  the 
Commission  for  authority  to  exchange  1,753  shares  of  prior  lien 
and  participating  stock,  514  shares  of  preferred  stock  and  45 
shares  of  the  common  stock  of  the  applicant  for  the  stock  of  the 
old  Chicago  &  Alton  Railroad  Company  and  Chicago  &  Alton 
Railway  Company,  as  and  when  the  stock  of  said  companies  is 
presented  to  applicant  for  exchange  by  the  holders  thereof.  The 
exchange  is  to  be  made  in  accord  with  the  Articles  of  Consoli- 
dation of  the  Chicago  &  Alton  Railroad  Company,  dated  February 
16,  1906. 


C.  &  O.  PAYS  NOTES 

The  War  Finance  Corporation  has  announced  that  the  Chesa- 
peake &  Ohio  has  paid  its  two  demand  notes  aggregating  $2,320,- 
000.  The  money  was  borrowed  by  the  C.  &  O.  to  finance  foreign 
trade  dealings  in  the  war  period. 
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PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  Monthly  Service         A-l  Steamers 

MOBILE  to  ANTWERP 
HAVRE  and  BORDEAUX 


St.  Louis  Office: 
1527  Pierce  Building 

IRVING  H.  HELLER,  Manager 


Birmingham  Office: 
324  Chamber  of  Commerce  Bldg. 

GEORGE  C.  MCLAUGHLIN,  Manager 


R.  B.  YOUNQ,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 


312-314-316  WILLIAMSON  STREET 


P.  0.  Box  985 


General      Storage  —  Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Broker*— Track    Connections    with    all     Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phone  No.  4883  SAVANNAH,  GA. 


CARLSON'S  INDUSTRIAL 

Traffic  Managers'  College 

Top  Floor  Tribune  Bldg.,  New  York,   N.  Y. 

Practical  Instructions  given  by  Expert  Traffic  Managers.  No 
Theory,  actual  use  of  tariffs  as  applied  to  Domestic,  Import  and 
Export  Shipping.  TEXT  MATTER  Includes  Important  changes  In 
Rules  and  Regulations,  up  to  date.  In  loose-leaf  form. 

Night  Classes.  Personal  Instructions  by  Mall. 

Prospectus    Free.  Correspondence    Solicited. 


CINCINNATI,  OHIO 

J.  C.  BUCKLES  TRANSFER  COMPANY 

67  Plum  Street 

FREIGHT  FORWARDING  AND  TRANSFER  AGENTS 

Distributors  and  Forwarders  of  Pool  Cars  a  Specialty 
Both  Team  and  Motor  Truck  Service.    Also  Export  Freight  Contractors 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1080  South  Canal  Street,  near  Taylor  Street 

TMmlng  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 

PORTLAND,      OREGON 

OREGON  TRANSFER  COMPANY 

F.HtutillnluMl  In  1868 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

No  switching  charge  on  carload  •hipments. 


SEATTLE  TRANSFER  CO. 


123  Jackson  St. 


Seattle,  Wash. 


Quick  Distribution  of  all  Pool  Cars 
100,000  sq.  ft.  of  warehouse  space 
Warehouse-men  and  forwarders. 


ROCHESTER.  NEW  YORK 

General  Storage      Forwarding      Carload  Distribution 

Excellent  facilities  for  reshipplnf  without  cartage.  Insurant?  rate 
12  cents.  Members  of  American  Warehousemen's  Association  an« 
American  Chain  of  Warehouses. 


B.    R.    A    P. 


Write  for  particulars. 
WAREHOUSE.    Inc.  KINO    AND    MAPLB    8T« 


EL  PASO,  TEXAS 

GENERAL  STORAGE  DISTRIBUTION 
BONDED, SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.  Ft.  Floor  Space  —  Fireproof  —  Bonded  —  $200,900  CspiUl 
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Docket  of  the  Commission 


Note.  Items  in  the  Docket  marked  wUh  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
thi*  Docket  will  be  noted  elsewhere. 

February  21— Bismarck,  N.  D.— Examiner  Healy: 

I2085— In  the  matter  of  intrastate  rates,   fares  and   charges  of  the 
C.M.  &  St.  P.  Ry.  Co.  and  other  carriers  in  the  state  of  North 
Dakota. 
February  21— Columbus,   O.— Examiner  Howell: 

12092-In  the  matter  of  rates,  fares  and  charges  of  the  Steubenville 
East  Liverpool  &  Beaver  Valley  Traction  Co.  within  the  states 
of  Ohio  and  Pennsylvania. 

February  21— Galveston,  Texas— Examiner  Hunter: 
11965— Gal veston  Commercial  Assn.  et  al.  vs.  Alabama  &  Vicksburg 

et  al. 

February  21 — Argument  at  Washington,  D.  C.: 
11357— Suzuki  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 
11555— Chevrolet  Motor  Co.  of  California  vs.  A.  T.  &  S.  F.  et  al. 
11456 — Vulcan  Detinning  Co.  vs.  Director  General. 
February  23— Washington,  D.  C.— Examiner  Agate: 
»  Finance  Docket  12V* — In  the  matter  of  application  of  Fort  Smith  & 

Western  Ry.  Co.  for  authority  to  issue  securities. 
February  23— Minneapolis,  Minn.— Examiner  Jewell: 

I.  and  S.  1295 — Grain  and  flour  from  Missouri  River  points  to  Duluth, 

Minn.,  and  other  points. 
February  23 — Monmouth,  111. — Examiner  Flynn: 

12002 — Western  Stoneware  Co.  vs.  C.  B.  &  Q.  et  al. 
February  23 — Memphis,  Tenn.— Examiner  Pitt: 

7250— Shreveport  Chamber  of  Commerce  et  al.  vs.  Alabama  &  Vicks- 
burg et  al. 

9702 — Memphis-Southwestern   investigation. 
73<M — The  City  of  Memphis  et  al.  vs.  Chicago,  Rock  Island  &  Pacific 

9927 — The   Railroad    Commission    of   Arkansas    et   al.    VB.    Arkansas 

Central  et  al. 
9886 — Chamber  of  Commerce,  Monroe,  La.,  vs.  Arkansas  &  Louisiana 

Midland  et  al. 

10084 — Natchez  Chamber  of  Commerce  vs.  Natchez  &  Southern  et  al. 
6390 — Memphis   Freight  Bureau    vs.   St.     Louis,    Iron    Mountain    & 

Southern  et  al. 

10418 — Arkansas  Jobbers'  &  Manufacturers'  Association  vs.  Director- 
General  et  al. 

10419 — Arkansas  Jobbers'  &  Manufacturers'  Association  vs.  Director- 
General  et  al. 

Portions  of  fourth  section  applications  Nos.  458,  799,  1548,  1898,  1952, 
2045,  2138,  4218,  4219,  4220,  702,  1867. 

Portions  of  all  fourth  section  applications  filed  by  agents  W.  A. 
Poteet,  W.  P.  Emerson,  F.  A.  Leland  and  W.  H.  Hosmer  by  which 
the  carriers  parties  thereto  ask  authority  to  continue  rates  on  com- 
modities from  New  Orleans,  La.,  and  Galveston,  Tex.,  to  Omaha, 
Nebr.,  Kansas  City,  Mo.,  and  other  Missouri  River  points  which  are 
lower  than  the  rates  contemporaneously  applicable  on  like  traffic 
to  intermediate  points. 

Other  applications  of  the  carriers  defendants  covering  fourth  sec- 
tion departures  in  the  adjustment  of  rates  herein  complained  of  will 
be  considered. 

February  23 — Washington,  D.  C. — Examiner  Mullen: 
I.  and  S.  1280 — Rail  and  water  rates  from  Atlantic  seaboard  terri- 
tory to  Texas  points.     (For  further  hearing;.) 
February  23 — Argument  at  Washington,  D.  C. : 
I.  and  S.  1240 — Water  competitive  rates  on  lumber. 
I.  and  S.  1236 — Absorption  of  switching  charges  at  Fort  Worth,  Tex. 
11935— Swift  &  Co.  et  al.  vs.  Ft.  Worth  &  Denver  City  et  al. 
February  23 — Harrisburg,  Pa. — Examiner  Howell: 
12123 — In  the  matter  of  rates,  fares  and  charges  of  the  Pennsylvania 
Ohio  Power  and  Light  Co.  within  the  states  of  Ohio  and  Pennsyl- 
vania. 
February  24 — Argument  at  Washington,  D.  C. : 

11559 — Harlan  County  Coal  Operators'  Assn.  et  al.  vs.   Louisville  & 

Nashville  et  al. 
February  25 — Minneapolis,  Minn. — Examiner  Jewell: 

*  I.  and  S.  1272 — Switching  and  absorption  at  Minneapolis,  Minn.,  etc. 

(for  further  hearing). 
February  25 — Galveston,  Tex. — Examiner  Mullen: 

*  I.   and   S.   1175 — Coffee   from  Galveston,   Tex.,   and   other  gulf  ports 

(for  further  hearing). 
Febrary  25 — Washington,  D.  C. — Examiner  Mackley: 

*  I.  and  S.   1297 — Fares  of  Washington-Virginia  Ry.   Co. 
February  25 — Grand  Rapids,  Mich. — Examiner  Flynn: 

12040 — The   American   Box   Board    Co.    of    Grand    Rapids,    Mich..    v». 

Grand  Trunk  Ry.  Co.  of  Canada  et  al. 
February  25 — Washington,  D.  C. — Examiner  Money: 

*  I.  and  S.  1263 — Substitution  of  35  per  cent  for  33%  per  cent  increases 

in    class    and    commodity    rates    between    eastern    and    southern 
groups  and  the  southwest. 
March  1 — Washington,  D.  C. — Examiner  Howell: 

*  11980 — Michigan  Railroad  Co.  vs.  Pere  Marquette  et  al.   (for  further 

hearing). 
March  1 — Topeka,  Kan. — Examiner  Disque: 

*  11916 — In   the  matter  of  intrastate  rates,   fares  and  charges   in   the 

state  of  Kansas. 


March  1 — Argument  at  Washington,  D.  C. : 

8899 — Canton  Chamber  of  Commerce  vs.  Pennsylvania  et  al. 
March  2— Argument  at  Washington,  D.  C.: 

11127— Poehlmann  Bros.  Co.  et  al.  vs.  Indiana  Harbor  Belt  et  al. 

11127  (Sub.   No.   1) — Poehlmann  Bros.  Co.  et  al.  vs.  Indiana  Harbor 

11127   (Sub.   No.  2) — Poehlmann  Bros.  Co.  et  al.  vs.  Indiana  Harbor 

11127  (Sub.  No.   3) — Poehlmann  Bros.  Co.  et  al.  vs.  Indiana  Harbor 

Belt  et  al. 

9806— E   T    Stokes  et  al.  vs.  Delaware,  Lackawanna  &  Western  et  al. 
9806  (Sub.  No.  1) — E.  T.  Stokes  et  al.  vs.  Delaware,  Lackawanna  & 

9916— Stielow  Bros.  Co.  et  al.  vs.  Chicago  &  Northwestern  et  al. 
11224 — Chicago  Coal  Merchants'  Assn.  vs.  Atchison,  Topeka  &  Santa 

11224    (Sub.    No.    1) — Chicago   Coal    Merchants'    Assn.    vs.    Atchison, 

Topeka  &  Santa  Fe  et  al. 
11218 — Wilbur  Lumber  Co.  et  al.  vs.  Pittsburgh,  Cincinnati,  Chicago 

&  St.  Louis  et  al. 

11230 — F.  C.  Mintzlaff  et  al.  vs.  Atchison,  Topeka  &  Santa  Fe  et  al. 
March  3 — St.  Louis,  Mo. — Examiner  Money: 

*  I.   and  S.   1269 — Extension   of  Memphis  southwestern   scale  to  addi- 

tional southwestern  points. 

»  Fourth  Section  Application  11761,  F.  A.  Leland. 
March    3 — Washington,    D.    C. — Examiner    Bartel: 

12081 — Fairmont  and  Cleveland  Coal  Co.  vs.  B.  &  O. 

12082 — Fairmont  and  Cleveland  Coal  Co.  vs.  Monongahela. 

12083 — The  New  River  Co.  et  al.  vs.  Virginian. 

12084 — The  New  River  Co.  et  al.  vs.  C.  &  O. 
March  3 — Argument  at  Washington,  D.  C. : 

11507 — The  Texas  Co.  vs.  Director  General. 

11231 — Suzuki  &  Co.  vs.  Wharton  &  Northern  et  al. 

11510 — Tanners'  Council  of  the  United  States  of  America  et  al.   vs. 

Director  General. 
March  7 — Cincinnati,  O. — Examiner  Gaddess: 

*  12109 — Ault  &  Wiborg  Co.   vs.   Director  General,   P.   C.   C.   &   St.  L. 

et  al. 

*  12119 — Same  vs.  Director  General,  Southern  Ry.  et  al. 

*  12078 — Charles  C.   Oyler  &  Son  vs.   Louisville  &  Nashville,   Director 

General  as  agent. 

*  12088 — Same  vs.  Western  Maryland,  Director  General  et  al. 
March  7 — Louisville,  Ky. — Examiner  Seal: 

*  12130— Standard  Oil  Co.   (Ky.)   vs.   Director  Genera],  B.   &  O.  R.   R. 

et  al. 

*  12106 — West  Kentucky  Coal  Bureau  vs.  Illinois  Central  et  al. 
March  7 — Kansas  City,  Mo. — Examiner  Eddy: 

12117— Stewart  Sand  Co.  vs.  A.  T.  &  S.  F.  et  al. 

12144 — Midland  Coal  Co.  et  al.  vs.  Midland  Valley  et  al. 
March  7 — Pittsburgh,  Pa. — Examiner  Keene: 

12137— West  Virginia  Metal  Products  Corp.  vs.  B.  &  O.  et  al. 

12143— Gulf  Refining  Co.  of  Louisiana  vs.  St.  L.-S.  F.  et  al. 
March  7 — Chicago,  111. — Examiner  Mackley: 

12062 — Wilson  &  Co.,  Inc.,  vs.  Director  General. 

12067— Wilson  &  Co.,  Inc.,  vs.  A.  T.  &  S.  F.  et  al. 

12068 — Wilson  &  Co.,  Inc.,  of  Oklahoma  et  al.  vs.  C.  B.  &  Q.  et  al. 
March  7 — Fargo,  N.  D. — Examiner  Disque: 

12014— Equity  Co-operative  Packing  Co.  vs.   Director  General. 

12014  (Sub.  No.  1) — Equity  Co-operative  Packing  Co.  vs.  Nor.  Pac. 
March  8 — Chicago,  111.— Examiner  Mackley: 

12076 — Armour  &  Co.  vs.  Nor.  Pac.  et  al. 

12128— Armour  &  Co.  vs.  C.  &  N.  W.  et  al. 
March  9 — Paducah,  Ky. — Examiner  Seal: 

*  12118— West  Kentucky  Coal  Co.  vs.  Director  General,  as  agent. 
March  9 — Cleveland,  O. — Examiner  Keene: 

*  12131 — The  Cleveland  Provision  Co.  vs.  A.  T.  &  S.  F.  Ry.  et  al. 
12060— The  National  Refining  Co.  vs.  L.  E.  &  W.  et  al. 

March  9 — Richmond,  Va. — Examiner  Woodrow: 

12080 — David  M.   Lea  &  Co.,  Inc.,   vs.   Richmond,   Fredericksburg  & 

Potomac  et  al. 
March  9— Ft.  Smith,  Ark.— Examiner  Eddy: 

12121 — Fort  Smith,  Subiaco  &  Rock  Island  R.  R.  Co.  vs.  Aberdeen  & 

Rockflsh  et  al. 
March  9 — Chicago,  III. — Examiner  Mackley: 

12127 — Swift  &  Co.  vs.  St.  L.-S.  F.  et  al. 

12113— Swift  &  Co.  et  al.  vs.  B.  &  O.  et  al. 
March  9 — Billings,  Mont. — Examiner  Disque: 

12065— W.  P.  Parks  vs.  C.  B.  &  Q.  et  al. 
March  9 — Argument  at  Washington,  D.   C. : 

11746 — Gaynor  Lumber  Co.   vs.   Chicago  &  Northwestern  et  al. 

11508 — Hastings   Commercial   Club  et  al.   vs.   Chicago,   Milwaukee  & 
St.  Paul  et  al. 

11296 — William  Alter  et  al.  vs.  Chicago  Great  Western  et  al. 

March  10 — Washington,  D.  C. — Examiner  Kephart: 

*  12087 — Western  Maryland  Ry.  Co.  vs.  Pennsylvania. 

March   10 — Chicago.  111. — Examiner  Mackley: 

*  12069 — General   Chemical   Co.    vs.    Director   General,    Central   of   Ga. 

Ry.  et  al. 

*  12077 — American   Milling  Co.   vs.    Director  General,   Peoria  &   Pekin 

Union  Ry.  ct  al. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

Armour  &  Co.  vs.  Central  ol  Georgia  Railway  Co. 
Director  General,  as  Agent  et  al.,  Chicago,  February  .9,  1921—275  pages  ol  Transcript. 

Transcripts  of  the  testimony  taken  in  proceedings  of  the  reporters  to  the  Commission,  Woolworth  Building,  New  York 

Commission  (see  Docket  of  the  Commission  in  each  issue  of  City. 

The  Traffic  World)  throughout  the  country  except  Washington  The  charge,  as  fixed  by  the  Commission,  is  12%  cents  per 

can  be  had  from  The  State  Law  Reporting  Company,  official  page  for  each  copy  furnished. 
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Tariff  Information 


Blakely  Printing  Co. 

418  So.  Market  St. 

Chicago  Railway  Printing  Co. 

720  So.  Dearborn  St. 

Excelsior  Printing  Co. 

732  Federal  St. 

The  Faithorn  Company 

500  Sherman  St. 

Faulkner- Ryan  Company 

712  Federal  St. 

Gunthorp-Warren  Printing  Co. 

132  So.  Clark  St. 

Hedstrom- Barry  Co. 

618  Sherman  St. 

Hillison  &  Etten  Co. 

638  Federal  St. 

F.  J.  Riley  Printing  Co. 

501  So.  La  Salle  St. 

Henry  O.  Shepard  Co. 

632  Sherman  St. 


HE  additional  Tariff 
facilities  that  you  will 
need  at  the  last  mo- 
ment are  in  Chicago. 

The  plants  below  have 
a  capacity  of  40, 000 
pages  per  month. 

Get  in  touch  with  one 
or  more  of  them  now 
so  that  you  are  estab- 
lished as  a  regular 
buyer  in  the  largest 
tariff  market  in  the 
world. 
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March  10 — St.  Louis,  Mo. — Examiner  Gaddess: 

»  12110 — Mid-Continent  Equipment  and  Machinery  Co.   vs.   Chicago  & 
Alton  R.  R.  et  al. 

*  12141— Mississippi  Valley  Iron  Co.  vs.  C.  B.  &  Q.  et  al. 

*  12073 — Tuffli  Bros.  Pig  Iron  and  Coke  Co.  vs.  Pa.  R.  R.  et  al. 
March   10 — Cairo,   111. — Examiner  Seal: 

«  12114 — Charleston  Milling  Co.  vs.  Mo.  Pac.  R.  R. 
March  10— Panama  City,  Fla.— Railroad  Commission  of  Florida: 
Finance  Docket  1159 — In  the  matter  of  the  application  of  the  Atlanta 
&  St.  Andrews  Bay  Ry.  Co.  for  a  certificate  of  public  convenience 
and  necessity. 

March   10 — Argument  at  Washington,  D.  C.: 

11821 — Sioux  City  Brick  and  Tile  Co.  et  al.  vs.  Director  General. 
11478— The  Nebraska  Seed  Co.  vs.  Chicago  &  Northwestern  et  al. 
11412 — Jerpe  Commission  Co.,  Inc..  vs.  Chicago,  Burlington  &  Qumcy 

11693— Flanley  Grain  Co.  et  al.  vs.  Director  General. 

D.  &   H.   BOND   ISSUE 

Authority  to  issue  not  to  exceed  $9,634,000  of  common  cap- 
ital stock  to  be  used  for  the  conversion  of  applicant's  5  per 
cent  20-year  convertible  gold  bonds  has  been  granted  the  Dela- 
ware &  Hudson  by  the  Commission.  The  face  amount  of  the 
bonds  is  $14,451,000  but  conversion  is  to  be  on  the  basis  of  ten 
shares  of  stock,  par  $100,  for  $1,500  of  bonds.  This  rate  of 
conversion  was  adopted,  the  applicant  explained,  when  the 
market  value  of  its  stock  was  slightly  in  excess  of  $150  a 
share,  but  that  the  market  value  has  been  considerably  less 
than  that  amount  for  some  time  and  that  it  is  questionable 
whether  the  bondholders  will  desire  to  avail  themselves  of 
the  conversion  privilege.  The  authority  was  requested  in  order 
to  place  the  company  in  a  position  to  meet  its  conversion 
agreement,  in  case  it  should  be  called  upon  to  comply  with  its 
terms,  the  company  stated. 


the  property  to  be  operated  by  the  same  general  officers  that 
operate  the  Mississippi  River  and  Bonne  Terre,  in  the  interests 
of  economy  and  efficiency. 


C.  ST.   P.   M.  &  O.    NOTE 

The  Chicago,  St.  Paul,  Minneapolis  &  Omaha  Railway  Com- 
pany has  been  authorized  by  the  Commission  to  issue  to  the 
order  of  the  Chicago  &  North  Western  Railroad  Company  a 
promissory  note  for  $1,000,000,  payable  Dec.  31,  1921,  with  6 
per  cent  interest,  in  renewal  of  a  note  of  like  amount  which 
matured  Dec.  31,  1920.  It  is  further  authorized  to  pledge  as 
security  for  the  note  $1,200,000  of  debenture  gold  bonds  of 
1930  now  pledged  for  the  existing  note.  The  C.  &  N  .  W.  owns 
a  majority  of  the  stock  of  the  C.  St.  P.  M.  &  O.  and  the  loan 
was  originally  made  to  enable  the  latter  to  reimburse  its 
treasury  on  account  of  capital  expenditures. 


PURCHASE  OF  ILL.  SOUTHERN 

The  Missouri-Illinois  Railroad  Company  has  applied  to  the 
Commission  for  authority  to  purchase  and  operate  the  railroad 
property  formerly  belonging  to  the  Illinois  Southern  Railway 
Company  and  to  operate  the  property  in  conjunction  with  the 
railroad  of  the  Mississippi  River  and  Bonne  Terre  Railroad  Com- 
pany. The  applicant  company  was  organized  January  8,  1921. 
The  main  line,  which  it  plans  to  buy  and  operate,  extends  from 
Salem,  III.,  to  Bismark,  Mo.,  a  distance  of  approximately  122 
miles.  The  property  to  be  acquired  also  includes  several  short 
branches.  The  applicant  also  asks  that  the  Commission  permit 


B.  C.,  G.  &  A.   R.   R.  NOTES 

The  Boyne  City,  Gaylord  and  Alpena  Railroad  Company 
has  been  authorized  by  the  Commission  to  issue  from  time  to 
time  within  two  years  short  term  promissory  notes  to  the  ag- 
gregate amount  of  $250,000,  payable  within  two  years  from 
date,  with  interest  at  not  exceeding  7  per  cent  per  annum.  The 
notes  are  to  be  issued  to  enable  the  carrier  to  secure  loans  to 
meet  maturing  short  term  loans,  interest  on  its  funded  debt, 
equipment  obligations,  taxes  and  payments  on  interchange 
roads  when  called. 


P.  &   L.  E.   NOTES 

Renewal  of  $1,500,000  of  G  per  cent  promissory  notes  by  the 
Pittsburgh  &  Lake  Erie  Railroad  Company  has  been  authorized 
by  the  Commission.  The  order  provides  that  the  company  may 
issue  a  six  months'  note  of  $750,000,  to  be  dated  February  4,  1921, 
and  made  payable  to  the  Union  Trust  Company  of  Pittsburgh, 
and  to  issue  a  similar  note  of  like  amount,  to  be  dated  February 
26,  1921,  and  made  payable  to  the  Union  Trust  Company,  both 
notes  to  be  in  renewal  of  existing  six  months  6  per  cent  notes, 
which  fall  due  on  February  4  and  February  26.  The  notes  to  be 
renewed  were  issued  to  secure  cash  to  replace  that  theretofore 
paid  for  additions  and  betterments  made  in  1917  and  for  equip- 
ment. The  Ohio  public  utilities  commission  protested  against 
the  application  on  the  ground  that  the  federal  Commission  had 
no  jurisdiction.  The  Commission,  as  it  has  held  heretofore  in 
such  cases,  found  that  it  had  jurisdiction. 


N.   C.   &   ST.    L.    BONDS 

Authority  has  been  granted  by  the  Commission  to  the  Nash- 
ville, Chattanooga  &  St.  Louis  Railway  to  sell  $495,000  of  Its 
first  consolidated  mortgage  5  per  cent  gold  coupon  bonds,  now  in 
its  treasury,  for  the  purpose  of  reimbursing  the  company's  treas- 
ury for  moneys  expended  in  retirement  of  underlying  bonds. 
Sale  of  the  bonds  at  a  price  of  not  less  than  86.24  per  cent  of 
their  face  value  is  contemplated,  the  Commission  said  in  its 
report,  but  the  order  provides  that  the  bonds  shall  be  sold  at  not 
less  than  89.08  per  cent  of  par  and  that  the  total  cost  to  the 
company  shall  not  exceed  7  per  cent  per  annum  of  the  principal 
amount,  including  in  such  cost  interest,  discounts,  attorneys'  fees 
and  all  other  expenses. 


NORFOLK  SOUTHERN    LOAN 

The  Norfolk  Southern  Railroad  Company  has  been  au- 
thorized by  the  Commission  to  issue  and  pledge  $222,000  of 
first  lien  equipment  notes,  and  $200,000  of  first  and  refunding 
mortgage  fifty-year  gold  bonds,  and  to  pledge  both  issues  with 
the  Secretary  of  the  Treasury  for  a  loan  of  $311,000.  The  loan 
has  been  approved  by  the  Commission  to  aid  the  carrier  in 
procuring  equipment  and  in  making  additions  and  betterments 
to  way  and  structures. 
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Seattle  to  the  Orient 


hip  and  Travel  Under 
The  American  Flag 


Marking  an  epoch  in  the  history  of  the  American  Merchant  Marine  is  the 
inauguration— with  the  sailing  of  the  U.  S.  S.  B.  S.  S.  WENATCHEE  on  or 
about  April  9th — of  a  new  American  Trans-Pacific  service  between  Puge 

Sound  and  the  Far  East. 

of  17  knots.  These  vessels  are  especially 
constructed  for  expeditious  handling  of  cargo 
— each  vessel  having  nine  cargo  hatches, 
each  served  by  from  two  to  four  steam 
winches  and  a  similar  number  of  booms.  The 
Seattle  Port  Commission's  new  Pier  "B,"  the 
largest  and  best  equipped  commercial  dock 
in  the  world,  will  be  the  Seattle  base  for  these 
vessels.  The  facilities  of  this  new  pier,  which 
include  locomotive  and  electric  cranes,  elec- 
tric elevators,  and  every  modern  dock  equip- 
ment, are  unequaled  anywhere  on  the  Pacific 


The  S.  S.  "WENATCHEE"  is  the  first  of  a 
fleet  of  five  modern  combination  freight  and 
passenger  vessels — the  S.  S.  "Keystone  State," 
S.  S.  "Bay  State"  and  two  others — which  will 
provide  regular  and  frequent  sailings  and 
exceptionally  fast  freight  service  between 
Seattle-Tacoma,  Washington,  and  Victoria, 
B.  C.,  and  the  Far  East  Port  of  Yokohama 
(12  days),  Kobe,  Shanghai  (18  days),  Hong- 
kong (22  days),  and  Manila  (28  days).  Re- 
turn trip  made  over  same  route. 
These  vessels,  which  are  just  being  completed, 
are  535  feet  long  and  72  feet  wide,  and  of 
21,000  tons  displacement.  They  have  a  speed 


and  insure  shippers  rapid  and  careful  han- 
dling of  their  cargoes. 


Your  local  agent  will  gladly  furnish  complete  information,  or  write  the  undersigned 


AMERICAN        OWN!     D       AND 


A    N    V  W 


P    A     C     I     F     I     C 

M.  J.  WRIGHT,  Freight  Traffic  Mgr.,  Seattle 


STEAMSHIP 

JNO.  J.  GORMAN,  Manager,  Shanghai 


F>AC  I   Fl  C 


C     O     M      P     A     N    V 

L.  L.  BATES,  Foreign  Freight  Agent,  Seattle 
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New  Cotton  Belt  Terminals 
at  Memphis 

Effective  Feb.  28th,  1921,  the  St.  Louis  Southwestern  Railway  (Cotton 
Belt  Route)  will  use  jointly  with  the  Illinois  Central  Railroad  all  the 
freight  terminal  facilities  of  that  line  at  Memphis,  including  inbound  and 
outbound  freight  houses,  team  tracks  and  industry  tracks. 

Improved  Freight  Service 

Beginning  on  Feb.  28th,  the  Cotton  Belt  will  operate  its  own  freight  trains  and 
crews  in  and  out  of  its  Memphis  terminals,  via  Brinkley,  Ark.,  providing  for  this 
important  gateway  a  freight  service  distinctively  "Cotton  Belt"  in  every  sense.  These 
new  terminal  facilities  at  Memphis  will  stand  out  pre-eminently  among  the  most 
modern  and  spacious  transportation  plants  in  the  country,  which  will  enable  the 
Cotton  Belt  Route  to  render  more  adequate  and  expeditious  service,  in  line  with  its 
policy  of  improved  transportation. 

MORE  DIRECT  ROUTE 

THROUGH  PACKAGE  CARS 

The  use  of  the  line  between  Memphis  and  Brinkley  gives  the  Cotton  Belt  a  more 
direct  route  and  an  advantage  in  time  on  traffic  moving  from  Memphis  and  from 
points  beyond  via  the  Memphis  gateway  to  destinations  in  Arkansas,  Louisiana, 
Texas,  Mexico,  Colorado,  California  and  points  generally  in  the  Southwest  and  the 

West. 

St.  Louis,  East  St.  Louis,  Thebes,  Cairo  Gateways 

Splendid  manifest  fast  freight  service  and  through  package  cars  from  St.  Louis, 
Mo.,  East  St.  Louis,  Thebes  and  Cairo,  111.,  to  the  West  and  Southwestern  states  is 
maintained,  and  affords  reliable  fast  freight  service  from  and  via  those  gateways. 

J.  D.  WATSON,  General  Traffic  Manager 

Railway  Exchange  Building,  St.  Louis,  Mo. 
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Machinery  Forwarding  Service 

A  carload  every  day,  Cincinnati  to  New  York,  Cincinnati 
to  Boston  and  Cincinnati  to  Philadelphia — and  other  con- 
solidations. Chicago  for  New  York  and  Philadelphia, 
and  Chicago,  Philadelphia  and  Cincinnati  for  Seattle, 
Portland,  Los  Angeles,  San  Francisco  and  points  adjacent 

is  effecting  decided  savings  every  day  for  machinery 
shippers  who  pay  the  freight,  and  who  pay  less  freight 
because  they  use  this  speedy,  satisfactory  service. 
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TRANS -CONTINENTAL  FREIGHT  Co. 

Export  and  Domestic  Freight  Forwarders 
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DESTRUCTIVE    TRANSPORTATION    THOUGHT 

.  The  transportation  act  of  1920  is  an  attempt  to  ad- 
just a  serious  transportation  situation.  We  did  not 
think  it  was  perfect  at  the  time  it  was  enacted  and  we 
do  not  think  so  now.  But  it  seemed  to  be  the  best  that 
could  be  accomplished,  all  things  considered,  and  it 
seemed  reasonably  safe  and  wise.  It  was  an  experi- 
ment and  it  was  entitled  to  a  fair  trial  as  representing 
the  getting  together  of  the  best  minds  that  had  been 
considering  the  problem.  Neither  the  length  of  time 
that  has  expired  since  its  passage  nor  the  development 
of  business  conditions  has  afforded  it  the  trial  to  which 
it  is  entitled.  Is  it  to  have  more  time  and  to  be  per- 
mitted to  await  a  better  day  for  the  test,  or  is  it  to  be 
destroyed  by  selfish  and  narrow-viewed  interests  that 
see  only  their  immediate  desires  and  annoyances?  And 
if  it  is  to  be  destroyed,  to  what  will  it  give  place?  We 
hear  nothing  else  offered  to  accomplish  what  it  was 
meant  to  accomplish,  though  we  hear  plenty  of  the  "off 
with  his  head"  kind  of  economic  thought. 

For  instance,  the  attorneys  general  and  rate  counsel 
of  several  states  held  a  conference  the  other  day  and 
decided  to  combat  what  they  conceive  to  be  the  invasion 
of  states'  rights  under  the  transportation  act,  in  the  mat- 
ter of  rate  regulation.  They  are  within  their  rights,  of 
course,  that  far,  and  perhaps  within  the  proprieties, 
though  we  have  pointed  out  many  times  what  we 
thought  the  course  of  the  several  states  should  have 
been  in  view  of  the  transportation  emergency.  We 
think  they  arc  wrong.  But,  however  all  that  may  be, 
why  is  it  necessary  for  them  to  go  farther  and  endeavor 
to  tear  down  the  transportation  act  in  other  respects 
and  what  do  they  hope  to  accomplish  by  such  a  course 
other  than  their  own  selfish  ends?  What  is  there  about 
a  job  as  attorney-general  or  commerce  counsel  of  a  state 
commission  that  should  make  it  appear  to  the  holder 
thereof  that  the  transportation  act  is  unconstitutional 
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because  it  prescribes  a  "fixed  return  on  railroad  capital 
regardless  of  business  conditions,"  or  because  it  com- 
mands the  Commission  to  fix  an  aggregate  value  and 
make  rates  that  will  yield,  in  the  aggregate,  a  fixed  re- 
turn thereon?  We  can  understand  how  these  gentle- 
men may  hold  the  law  unconstitutional  as  an  invasion 
of  states'  rights,  because  they  cannot  see  over  the  bor- 
ders of  their  states  or  beyond  the  confines  of  their  own 
jobs,  but  are  they  not  seeking  and  pretending  to  find 
other  reasons  to  bolster  up  their  case  that  would  never 
have  occurred  to  them  if  they  had  not  had  the  case? 
And  if  they  succeed  in  tearing  down  the  present  law, 
what  do  they  offer  in  its  stead?  We  read  in  vain  the 
statement  issued  by  the  conference  for  a  hint  of  some- 
thing constructive. 

We  have  had  the  same  thing  in  Congress  this  week 
in  the  attacks  made  on  the  transportation  law  of  the  land 
by  alleged  statesmen  seeking  to  prevent  the  passage  of 
the  Winslow  bill  providing  for  payment  to  the  carriers 
of  money  owed  to  them  by  the  government ;  in  meas- 
ures offered  with  a  view  to  reducing  freight  rates ;  in 
complaints  of  shippers  against  oppressive  charges — all 
evidences  of  narrowness  or  entire  absence  of  thinking 
constructively.  Some  part  of  a  law  hurts  you — there- 
fore kill  the  whole  law,  no  matter  what  happens.  That 
is  statesmanship  of  the  kind  from  which  we  pray  God 
will  deliver  us.  That  is  economic  thinking  and  patri- 
otism in  peace  that  will  wreck  the  country. 

We  ask  these  men  again,  what  do  they  propose  as 
a  substitute  for  the  thing  that  irks  them?  We  must  do 
something  constructive  if  we  are  to  get  anywhere  or  ac- 
complish anything.  Criticism  and  stone-throwing  avail 
nothing.  For  our  own  part,  we  believe  the  present  law 
should  have  a  further  trial — assuming,  of  course,  that 
under  it  the  Commission  will,  when  asked,  make  such 
rate  readjustments  as  afe  proper  for  the  relief  of  op- 
pressed shippers  and  for  the  relief  of  the  carriers  also, 
where  lower  rates  would  mean  more  tonnage.  When 
the  railroads  are  able  to  accomplish  the  economies  now 
under  negotiation  and  with  a  return  of  business  pros- 
perity we  believe  the  law  will,  in  most  respects,  be  ade- 
quate. At  any  rate  we  shall  oppose  the  attempts  of 
those  who  would  destroy  it  until  those  reckless  persons 
offer  something  in  its  place  that  is  worthy  of  con- 
sideration. 


THE  LABOR  ISSUE 

The  issue  between  the  railroad  executives  and  their 
employes,  as  drawn  in  the  proposal  of  B.  M.  Jewell,  of 
the  American  Federation  of  Labor  to  the  U.  S.  Railroad 
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OCLF,  MOBILE  &  KORTHEB> 
IUILKOAD 

AND   CONNECTIONS 


NEW  ORLEANS,  LA. 

The  Port  of  New  Orleans  is  served  by 
the  Gulf,  Mobile  &  Northern  Railroad 

as  an  intermediate  carrier  via  direct 
routes.  While  the  Illinois  Central  Rail- 
road, Louisville  &  Nashville  Railroad 
and  Southern  Railway  System  have 
their  own  lines  from  all  of  the  impor- 
tant gateways  to  New  Orleans,  they 
will  be  glad  to  respect  shipper's  routing 
when  routed  via  "Jackson,  Tennessee, 
and  Gulf,  Mobile  &  Northern  Rail- 
road." 

Other  lines  north  of  the  Ohio  River  are 
co-operating  with  the  Gulf,  Mobile  & 
Northern  Railroad  on  traffic  to  and  via 
New  Orleans. 

If  you  are  using  the  Port  of  New 
Orleans  and  desire  excellent  service, 
such  service  can  be  secured  by  routing 
your  shipments  "via  the  Gulf,  Mobile  & 
Northern  Railroad." 

'The  Road  of  Service" 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 

With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville, 
Connersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lines  Routes. 

J.  A.  SIMMONS,  General  Traffic  Manager  C.  I.  &  W.  R.  R.  Building,  Indianapolis.  Ind.  R.  B.  KINKAID,  Assistant  General  Freight  Agent 

For  Information  as  to  Rates,  Routes,  Service,  etc.,  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  have 

°'  L«.^',RiR-   Balding,   Indianapolis,   Ind.  201    Mercantile   Building,   Cincinnati,    Ohio.  1210    Barclay    Bids;.,    New   York 

Reisch  Building,  Springfield,  HI.                                       337  Harquettc  Bldg.,  Chicago  728   Monadnock  Bldsr.,  San  Francisco,   Calif. 

1.7  i  A"»de   Building,  St.  Louis,  Mo.                                  312   Park  Bldg.,  Pittsburgh,  Pa.  509  Wesley-Roberts  Bldg.,  Los  Angeles.  Calif. 

Railway  Exchange,  Kansas  City,  Mo.                                41  Porter  Bldg.,  Memphis,  Tenn.  614  Colman  Bldg.,  Seattle,  Wash. 


iv  2ti,  1921 


THE    TRAFFIC     WORLD 


431 


Labor  Hoard,  that  there  hi-  a  national  conference  of  em- 
ployers and  employes  to  draft  new  agreements  as  t" 
\\orkiiii;  rules  and  ronditioiis  to  take  the  place  of  the 
nalioti.il  agreements  now  in  controversy,  and  the  refusal 
of  the  executives  to  concur  in  that  proposal,  is.  as  \\  e 
it.  merely  one  as  to  whether  the  supremacy  of  the 
national  union  leaders  shall  he  regarded  as  greater  than 
business  efficiency  and  a  proper  method  of  settling-  trade 
differences.  There  is  no  question  of  recognition  of  the 
unions  or  of  collective  bargaining  involved.  The  exec- 
uti\e-  propose  that  each  carrier  be  permitted  to  deal 
with  its  own  men.  The  Federation  proposes  that  rep- 
resentatives of  all  the  men  deal  with  representatives  of 
all  the  roads.  The  result  of  their  proposal,  if  adopted, 

M  only  be  a  set  of  national  agreements  that  would 
most  likely  be  as  objectionable  as  the  present  ones.     At 

1    it    would   not   tit   all   parts  of  the  country  nor  all 
!  roads.      It  could  not  be  otherwise. 

\Yhat  the  executives  propose  is  fair  and  business- 
ike.  There  is  in  it  no  threat  of  infringement  on  the 
rights  of  the  men  or  the  sacredness  of  their  unions, 
•here  is  in  the  situation  no  possible  reason  why  there 
should  be  nationalization  of  rules  and  working  agree- 
ment-. Under  government  operation  of  the  railroads—- 
which gave  rise  to  the  present  national  agreements  and 
which  gave  birth  to  a  lot  of  other  abortions — there  was 
some  reason  for  such  nationalization.  At  least,  those 
in  power  thought  there  was  and  they  chose  to  operate 
in  that  way.  They  had  the  arbitrary  power  to  do  as 
they  chose  and  those  selected  to  direct  the  destinies  of 
the  railroads  in  time  of  war  did  whatever  seemed,  to 
their  inexperience  and  unwisdom,  good,  without  seeking 
advice  that  might  have  deterred  them.  But  whether 
that  time  did  or  did  not  justify  national  agreements,  it 
lias  passed  now  and  with  it  all  excuse  for  anything  but 
od  business  and  sanity  in  all  things.  The  men  are 
making  a  mistake  if  they  allow  their  demagogic  leaders 
to  commit  them  to  this  issue.  They  will  surely  lose — if 
not  now  at  some  later  date — for  the  spirit  of  the  times 
s  against  what  is  proposed.  The  men  have  nothing 
Whatever  to  lose  by  consenting  to  deal  with  their  respec- 
tive roads.  The  national  labor  leaders  themselves,  drunk 
ivith  power,  are  in  danger  of  tumbling  from  their  horses. 
They  are  riding  for  a  fall. 

The  matter  is  before  the  Labor  Board  and  we  hope 

i"  see  it  act  promptly  with  the  wisdom  that  will  entitle 

place  in  public  esteem  as  a  body  whose  judgment 

i-  safe  and  to  be  trusted.     Hitherto.it  has  not  especially 

distinguished  itself,  though,  on  the  other  hand,  it  has 

disgraced  itself.     It  has  little  character  of  any  sort 
just  now.    We  trust  it  will  establish  one  and  that  it  will 

i  the  right  kind. 


SENSE  IN  GOVERNMENT  ECONOMY 

\\  e  are  heartily  in  sympathy  with  the  spirit  of  much 

"at   is  said   in   the  address  of  S.   P.   Gilbert,  Assistant 

try    of   the    Treasury,    printed    elsewhere    in    this 

-'ine,  with  respect  to  economy  in  government  ex- 

fcnditures.    He  might  have  gone  much  farther  and  still 

have  been  within  the  bounds  of  propriety.     At  the  same 

nine,   with   regard   to   the   railroad  situation,   it  is   plain 

thai  he  is  speaking  as  a  mere  accountant  without  much 


Comprehension  of  conditions  that  have  made  nece>-ary 
the  extraordinary  government  payments  to  the  carriers. 
He  criticizes  the  indefinite  appropriation  of  money  for 
a  railroad  guaranty.  His  reasoning  may  be  good  as  to 
indefinite  appropriations,  generally  speaking,  but  in  this 
particular  case  there  had  to  be  an  appropriation  and  it 
had  to  be  indefinite  because  no  one  could  know  what 
amount  would  be  necessary  and  there  was  a  bare  pos- 
sibility that  the  railroads  would  earn  enough  so  that 
none  at  all  would  be  needed. 

At  the  time  the  railroad  guaranty  legislation  was 
enacted,  the  Railroad  Labor  Board  had  not  yet  begun 
to  function  to  the  extent  of  increasing  wages  more  than 
$600,000,000  a  year  and  ordering  retroactive  wages  of  ap- 
proximately $200,000,000.  This  was  piled  on  top  of  the 
Railroad  Administration  wage  'increases,  to  meet  which 
the  Railroad  Administration  declined  to  advance  rates. 
In  other  words,  Mr.  Gilbert  ignores  the  fact  that  much  of 
the  financial  aid  to  the  railroads  was  made  necessary 
because  the  government  took  over  the  railroad  proper- 
ties and  proceeded  to  deal  with  them  as  it  saw  fit,  al- 
lowing the  physical  property  to  deteriorate  and  failing 
to  keep  rates  at  a  level  that  would  mean  operation  at  a 
profit. 

Academically,  of  course,  Mr.  Gilbert  is  right.  But 
he  ought  not  to  permit  himself  to  apply  his  academic 
theories  so  closely  to  a  concrete  situation,  the  exigencies 
of  which  do  not  seem  to  be  familiar  to  him.  As  to  the 
question  of  financial  aid  direct  from  the  government 
treasury  to  the  railroads  in  the  future,  when  the  war 
tangle  has  been  cleared  away — that  is  another  matter, 
and  we  think  Mr.  Gilbert  fs  right  in  his  theory.  If  some 
plan  cannot  be  worked  out  by  which  the  roads  will  be 
able  to  pay  their  own  way,  we  shall  have  to  stand  by 
and  let  Ben  Marsh  or  Glenn  Plumb  see  what  they  can 
do  with  them.  And  that  is  not  so  much  of  a  joke  as  it 
might  seem.  The  cranks  and  the  demagogues  are  al- 
ways there  ready  to  act,  while  the  wise  men  merely 
criticize  and  throw  stones. 

In  so  far  as  Mr.  Gilbert's  explanation  that  the  Sec- 
retary of  the  Treasury  must  constantly  assume  a  resist- 
ant rather  than  an  affirmative  attitude  toward  expendi- 
tures is  to  be  taken  as  a  justification  of  that  officer's 
refusal  to  allow  partial  payments  of  the  guaranty  to 
railroads  on  vouchers  issued  by  the  Commission,  it  is 
beside  the  mark.  The  Secretary  of  the  Treasury,  like 
every  other  public  officer,  is  supposed  to  have  some 
knowledge  and  not  to  be  a  mere  adding  machine.  The 
Secretary  of  the  Treasury  knows  that  the  law  gives  the 
railroads  this  money  and  that  the  Commission's  voucher 
is  adequate  warrant  for  payment.  He  knows  also  that 
the  railroads  need  the  mpney  and  that  the  economic  sit- 
uation of  the  country  generally  would  be  improved  if 
it  were  paid.  The  only  thing  that  should  deter  him 
from  paying  would  be  a  real  conviction  that  the  law  did 
not  authorize  him  to  pay — and  then  he  should  be  will- 
ing to  help  get  the  law  amended  instead  of  hindering 
its  amendment.  If  the  Secretary  of  the  Treasury  knew 
the  conditions,  he  has  acted  merely  as  a  stumbling 
block,  his  conception  of  his  office  being  that  its  function 
is  merely  to  obstruct,  regardless  of  facts  or  conditions. 
If  he  did  not  know  the  conditions,  then  he  is  an  ignorant 
person  and  none  the  less  too  narrow  for  his  job. 
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FILING  OF  OVERCHARGE  CLAIMS 

The  Traffic  World  Washington  Bureau 

The  Railroad  Administration's  instruction  to  each  railroad, 
the  property  of  which  was  under  federal  control,  to  receive  no 
more  overcharge  claims  and  to  file  with  the  Interstate  Com- 
merce Commission  the  claims  of  that  character  on  hand  at  the 
time  the  instruction  was  given  (see  Traffic  World,  February  19), 
known  as  accounting  circular  No.  157,  is  as  follows : 

Effective  at  once,  no  claims  against  the  Director  General  for  over- 
char»es  in  connection  with  freight  passenger,  demurrage,  storage  or 
other  transportation  or  accessorial  service  shall  be  accepted.  Claim- 
ants shall  be  advised  to  file  such  claims  with  the  Interstate  Commerce 
Commission  on  or  before  February  28,  1921. 

A  statement  of  unsettled  overcharge  claims  on  hand  shall  be  pre- 
pared and  filed  with  the  Interstate  Commerce  Commission  on  or  be- 
fore February  28,  1921.  Such  statements  shall  be  entitled  '  Claims 
against  Director  General,  as  Agent,  for  alleged  violation  of  Section 
6  "  They  shall  show  for  each  claim  the  name  9f  the  claimant,  the 
date  of  shipment,  points  of  origin  and  destination,  commodity,  car 
number  or  other  reference  by  which  shipment  may  be  readily  identi- 
fied Such  unsettled  claims  shall  be  handled  to  conclusion  in  accord- 
ance with  established  practice.  Statements  shall  be  rendered  to  the 
Interstate  Commerce  Commission  monthly,  showing  disposition  ot 
each  claim  settled  or  rejected  during  the  month. 

On  February  19  Secretary  McGinty  announced  that  the 
Commission  had  been  advised  that  such  a  circular  had  been  sent 
to  the  railroads.  He  repeated  the  circular  of  the  Railroad  Ad- 
ministration and  then  added: 

The  circular  reflects  an  earnest  effort  of  the  Railroad  Adminis- 
tration to  protect  the  shippers'  interests  with  respect  to  overcharge 
claims  and  to  provide  means  for  adjustment  thereof  as  simple  and 
expeditious  as  possible,  consistent  with  the  Director  General's  inter- 
pretation of  the  law.  These  instructions  were  issued  after  confer- 
ence with  the  Commission,  and  it  will  co-operate  in  the  effort  to  make 
the  plan  inexpensive  and  expeditious  for  the  claimants. 

It  is  feared  that,  on  account  of  the  comparatively  short  time 
between  the  day  the  Railroad  Administration's  lawyers  an- 
nounced that  in  their  view  section  206 (c)  applied  to  straight 
overcharge  claims,  and  the  end  of  the  year  of  grace  after  fed- 
eral control,  many  shippers  will  not  get  their  claims  to  the  files 
of  the  Commission  before  March  1. 

The  Commission  has  not  ruled  that  the  section  in  question 
applies  to  overcharge  claims.  It  has  merely  said  it  was  not  pre- 
pared to  rule  that  it  did  not  apply.  Its  position,  however,  is  not 
a  controlling  factor.  The  fact  of  importance  is  that  the  lawyers 
for  the  Railroad  Administration  hold  that  the  section  does  apply 
to  overcharge  claims.  So  holding,  they  will  be  under  the  moral 
obligation,  after  March  1,  to  advise  the  Director-General  to 
decline  to  pay  any  overcharge  claim  arising  in  the  period  of 
federal  control  that  was  not  filed  with  the  Interstate  Commerce 
Commission  before  March  1,  1921. 

Shippers  and  their  commerce  counsel,  generally  speaking, 
believe  that  the  section  does  not  apply  to  overcharge  claims. 
The  Commission  has  not  now  jurisdiction  over  overcharge 
claims,  as  such.  It  deals  with  them  only  as  incidents  in  con- 
nection with  cases  coming  before  it  in  which  the  gravaman  of 
the  charge  is  that  the  railroad  violated  one  of  the  first  four 
sections  of  the  interstate  commerce  law.  From  that  fact  they 
argued  that  Congress,  in  passing  section  206 (c),  did  not  intend 
to  enlarge  the  jurisdiction  of  the  Commission  by  putting  on  it 
the  consideration  of  questions  in  connection  with  overcharge 
claims.  Of  course,  when  it  is  admitted  that  the  railroad 
charged  more  than  the  legal  rate,  the  claim  is  a  straight  over- 
charge. In  a  case  in  which  there  is  a  dispute  between  the  car- 
rier and  the  shipper  as  to  the  meaning  of  a  tariff  provision,  the 
money  in  issue  is  not  a  straight  overcharge  claim. 

The  Railroad  Administration  has  many  so-called  overcharge 
claims,  which,  it  is  believed  will  be  shown,  when  the  matter  has 
been  sifted  to  the  bottom,  are  not  overcharge  claims,  but  claims 
for  reparation  on  account  of  an  unreasonable  or  unjustly  dis- 
criminatory rate.  • 

All  such  claims,  it  is  admitted,  come  within  the  terms  of 
section  206  (c)  and  must  be  filed  with  the  Commission  not  "on  " 
but  before,  March  1. 

It  is  probable  the  machinery  of  the  Interstate  Commerce 
Commission  will  become  clogged  with  overcharge  claims  filed 
with  it  because  of  the  ruling  of  the  Railroad  Administration  that 
claims  of  that  character  come  within  the  meaning  of  section 
206  (c)  of  the  transportation  law.  On  February  21  it  was  esti- 
mated that  between  6,000  and  7,000  claims  had  been  received. 
They  came  from  shippers  direct.  The  railroads,  as  a  rule,  had 
not  begun  sending  in  the  claims  on  their  files.  It  was  figured 
that  the  stream  from  the  railroads  would  begin  coming  within 
a  day  or  two  and  continue  coming  even  after  March  1,  because 
t  was  assumed  that  in  the  length  and  breadth  of  the  land  there 
are  a  certain  number  of  railroad  employes  who  will  think  that 
the  law  reads  on  or  before  March  1  and  that  deposit  in  the  mails 
before  March  1  would  be  compliance  with  the  statute. 

Reports  coming  to  Washington  on  February  21  were  to  the 

that  large  shippers  had  employed  extra  men  to  prepare 

vercharge  claims  so  as  to  get  them  to  Washington  before  the 

February.    One  large  shipper  sent  an  estimate  to  his 

hmgton  representative  that  he  would  have  10,000  such  claims 


In  the  whole  history  of  the  Commission  less  than  12,000 ' 
formal  complaints  have  been  filed.  Each  overcharge  claim  is 
supposed  to  be  prepared  with  as  much  care  as  a  formal  com- 
plaint, so  that  in  the  short  time  between  the  ruling  and  the 
end  of  the  period  of  grace  a  vast  amount  of  work  had  to  be  done 
by  those  who  had  been  figuring  that  overcharge  claims  could 
be  taken  care  of  in  the  usual  routine  way — that  of  dispatch  to 
the  carrier  whose  agents  had  applied  the  wrong  rate,  audit  by 
the  company,  and  the  sending  of  a  check,  the  amount  of  which 
would  be  charged  to  the  Railroad  Administration's  account. 

The  ruling,  however,  forbids  the  railroads  handling  the  mat- 
ter in  that  way.  Its  ruling  that  the  claims  are  within  the  terms 
of  the  statute  binds  both  railroads  and  shippers,  for  the  reason 
that  the  Railroad  Administration's  money  is  involved.  It  means 
that,  unless  and  until  either  the  Commission  or  the  courts  over- 
rule it,  the  shipper  who  fails  to  file  his  claim  with  the  Com- 
mission will  not  get  his  money.  It  also  means  that  if  a  railroad, 
in  disregard  of  the  ruling,  pays  money  to  a  shipper,  the  Railroad 
Administration  auditors  will  run  a  blue  pencil  through  the  item 
and  deduct  it  from  the  amount  sent  to  the  railroad. 

The  ruling,  in  a  way  of  speaking,  is  binding  also  on  the  Com- 
mission, because  the  Commission  has  no  jurisdiction  over  an 
overcharge  claim,  as  such.  A  holding  by  it  that  Congress  did 
not  contemplate  the  filing  of  overcharge  claims  with  it  would 
not  help  the  shipper,  because  the  Commission  would  not  have 
the  power  to  award  reparation  unless  the  question  was  some- 
thing more  than  a  mere  overcharge. 

It  will  be  physically  impossible  for  the  clerical  staff  of  the 
Commission  to  check  the  claims  in  time  to  advise  claimant  that 
he  had  forgotten  something  and  that  he  had  better  sent  it  before 
March  1.  The  mass  of  claims  will  be  so  great,  it  is  believed, 
that  the  items  in  it  will  remain  unchecked  for  months.  There 
are  some  who  doubt  whether  the  Commission  will  ever  check 
them.  It  will  give  each  claim  a  number.  The  fighting  about 
the  merits  of  the  claim  or  whether  it  was  presented  in  time,  it 
is  suspected,  will  take  place  between  the  railroad,  as  the  rep- 
resentative of  the  Railroad  Administration,  and  the  shipper,  just1 
as  would  have  been  the  fact  had  the  ruling  never  been  made. 

Another  fact  discussed  in  connection  with  the  matter  is  that 
there  may  be  a  new  Director-General  after  March  4,  who  may 
think  it  was  not  wise  to  put  the  Commission  and  the  railroads 
to  the  trouble  of  registering  the  overcharge  claims  in  the  man 
ner  used  in  registering  the  claims  for  reparation  on  account  oi 
unreasonable  or  otherwise  unlawful  rates. 

A  new  Director-General  might  say  that  he  would  honor  all1 
claims  for  overcharges  during  the  period  of  federal  control,  re 
gardless  of  whether  they  were  or  were  not  filed  with  the  Com 
mission  before  March  1.  If  any  considerable  number  of  the 
claims  do  not  reach  the  files  of  the  Commission  before  March 
1,  the  thought  is  general,  representations  will  be  made  to  the 
new  Director-General  to  modify  the  order,  and  if  they  do  not 
produce  results,  then  an  appeal  to  Congress  for  a  change  in  the 
statute  may  be  made. 

NEW  YORK  STATE  CANAL  BILL 

The  Traffic   World   Washington  Bureau) 

By  a  vote  of  273  to  16,  the  House,  February  21,  passed  the; 
Senate  joint  resolution  providing  for  cessation  of  operatior 
of  boats  and  barges  by  the  War  Department  on  the 
New  York  State  Canal  within  thirty  days  from  the  date 
of  passage  of  the  act.  Disposal  of  the  government  equip 
ment  for  use  on  the  canal  is  provided  for  in  the  resolution  am 
pending  the  sale  of  the  equipment  the  Secretary  of  War  if 
authorized  to  lease  the  equipment. 

The  equipment  consists  of  20  self-propelled  barges,  21  <-on 
crete  barges  and  51  steel  barges.  It  cost  the  government  ap 
proximately  $3,800,000. 

Representative  Esch  said  that  in  view  of  the  fact  that  tin 
government  operations  on  the  canal  were  conducted  at  a  loss  oi 
$166,000  in  1919  and  of  $128,000  in  1920,  with  the  last  three 
months  of  1920  not  taken  into  consideration,  it  would  be  the  wise 
thing  for  the  government  to  turn  the  equipment  over  to  priv:iti 
interests. 

Representative  Sims  of  Tennessee  opposed  the  bill,  urgiiu 
another  year  of  federal  operation. 

Federal  operation  of  boats  and  barges  on  the  canal  apparent 
ly  has  been  a  thorn  in  the  side  of  New  York  for  over  a  year,  re 
peated  demands  having  been  made  by  that  state  for  terminatior 
of  federal  operation.  The  Senate  resolution  was  passed  orig 
inally  in  the  Senate  in  the  spring  of  1920,  but  action  on  it  \vat 
deferred  in  the  House  until  the  present  session.  New  Yorker: 
contended  the  operation  of  boats  and  barges  by  the  governmen 
kept  private  capital  from  operating  on  the  canal. 

The  Senate,  February  23,  agreed  to  the  joint  resolution  at 
passed  by  the  House  terminating  federal  operation  of  the  NY" 
York  canal,  and  it  now  goes  to  the  President. 


CHANGE   IN   DOCKET 

Hearing  in  I.  and  S.  1175,  Coffee  from  Galveston,  Tex.,  anc 
other  Gulf  ports,  assigned  for  February  25,  at  Galveston,  was 
postponed  to  a  date  to  be  hereafter  fixed. 
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Repeal  of  Section  15a  and  Restoration  of  Smith  Amendment. 
— It  is  considered  safe,  a  month  or  two  before  a  Congress  meets, 
t<i  stillest  that  it  will  take  up  this,  that,  or  some  other  subject, 
and  do  so  and  so  with  it.  The  life  of  a  Congress  is  two  years. 
The  memory  of  the  reading  public,  generally  speaking,  is  about 
i wo  days.  Therefore,  the  man  who  speaks  dogmatically  about 
what  Congress  will  or  will  not  do  at  a  session  a  month  or  two 
away,  seldom  diminishes  his  reputation  as  a  prophet.  It  is  be- 
lieved, however,  to  be  safe  to  say  that  the  Congress  to  meet  in 
April,  in  answer  to  a  call  by  President  Harding,  will  be  asked 
to  give  serious  attention  to  proposals  from  shippers  that  section 

be  repealed  and  that  the  Smith  amendment,  requiring  fif- 
teenth section  permission  to  file  tariffs  carrying  increased  rates, 
be  restored.  Representatives  of  shippers  in  the  south  and  west 
have  already  moved  in  the  direction  of  such  changes.  Tne  fact 
that  the  managements  of  the  railroads  are  not  responsible  for  the 
wage  scales  and  rules  governing  working  conditions  that  make 
high  rates  a  necessity,  does  not  weigh  heavily  on  the  minds  of 
<e,  who  suggest  the  changes  in  the  present  law.  The  desire 
for  a  restoration  of  the  Smith  amendment  proceeds  from  the  fact 
that  the  railroads  are  filing  hundreds  of  tariffs,  supposedly  in 
compliance  with  decisions  of  the  Commission,  about  which  the 
shippers  may  know  nothing  until  after  the  tariffs  are  filed.  Their 
first  notice  that  a  tariff  has  been  filed  is  obtained  from  the  Daily 
Traffic  World  or  the  Traffic  Bulletin.  Then  they  write  for  copies 
of  the  tariffs  containing  rates  in  which  they  are  interested.  By 
the  time  they  receive  copies  the  effiective  date  of  the  tariffs  is 
often  not  more  than  twelve  or  fourteen  days  off.  Under  the 
rules  of  the  Commission,  protests  must  be  in  hand  ten  days  be- 
fore the  effective  date.  That  often  leaves  little  time  for  con- 
sultation between  the  shippers  and  their  representatives  for 
the  preparation  of  data  showing  the  Commission  why  it  should 
suspend  a  given  supplement.  In  the  readjustment  in  the  south- 
east and  in  Mississippi  Valley  territory  made  necessary  by  the 
Commission's  peremptory  order  respecting  tariffs  in  compliance 
with  the  Memphis-Southwestern  and  related  cases,  the  railroads 
said  they  had  had  no  opportunity  to  advise  with  shippers  because 
of  the  shortness  of  the  time  allowed.  Shippers  who  have  seen 
the  elaborate  plan  submitted  in  compliance  with  that  peremptory 
order  sniff  at  the  explanation,  with  indications  of  skepticism,  but 
they  cannot  say  flat-footedly  that  a  restoration  of  the  Smith 
amendment  would  cure  such  a  situation.  It  has  been  suggested 
that  an  order  such  as  was  sent  out  by  Secretary  McGinty,  Janu- 
ary 4,  would  be  construed  by  the  Commission  as  a  fifteenth  sec- 
tion permission,  and  then  the  shipper  would  be  no  better  off  than 
he  was  before.  But,  regardless  of  what  would  be  the  situation  in 
a  case  of  that  kind,  there  is  a  desire  for  a  restoration  of  the 
Smith  amendment.  The  commissioners  are  opposed  to  it  on  the 
ground  that  its  administration  would  take  too  much  of  their  time. 
Shippers  do  not  care  about  that.  If  put  to  it,  it  is  believed  they 
could  suggest  bits  of  work  the  commissioners  would  be  relieved 
of,  the  elimination  of  which  they  would  not  regard  as  being  a 
calamity,  as,  for  instance,  the  ash  pan  act,  the  safety  appliance 
law,  and  things  of  that  kind  having  to  do  with  physical  operation. 


Work  of  the  Lobbyist. — Every  now  and  then  some  senators 
and  representatives  get  tired  of  having  their  bosses  at  their 
elbows  and  cry  out  lustily  about  "lobbyists."  The  public  shud- 
ders when  it  thinks  of  a  lobbyist.  The  word  conveys  the  thought 
of  fair  but  exceedingly  frail  women,  card  games  in  which  the 
lobbyist  loses  huge  sums  to  the  backwoods  congressman,  and 
elaborate  "banquets"  at  which  the  gauche  legislator  seats  a  par- 
fait  with  his  oyster  fork.  Yet  when  W.  H.  Chandler,  Joseph  H. 
Beek,  H.  C.  Barlow,  C.  E.  Cotterill,  Henry  C.  Veeder  or  any 
other  of  several  hundred  such  men  comes  to  Washington  to  tell 
the  men  whose  salaries  he  pays,  in  part,  what  kind  of  legislation 
should  be  passed,  he  is  a  lobbyist.  There  is  no  other  word  in 
the  language  that  so  aptly  fits  what  these  men  have  to  do.  When 
they  want  to  talk  with  a  senator  or  a  representative  they  must 
go  to  the  entrance  to  the  chamber  in  which  the  particular  mem- 
ber they  want  to  see  is  sitting  and  call  him  out  into  the  lobby. 
The  men  mentioned  may  not  enter  the  chamber.  The  nation  has 
spent  millions  in  providing  offices  for  its  congressmen,  but  they 
can  not  always  be  found  there.  Some  time  or  other  in  the  course 
of  the  day,  the  congressman  enters  the  chamber  reserved  for 
him.  In  1913  President  Wilson  made  a  great  hue  and  cry  against 
constituents  or  the  paid  representatives  of  constituents  calling 
on  their  servants,  by  talking  about  "insidious  lobbyists."  The 
men  he  denounced  were  no  more  insidious  than  the  men  herein- 
before mentioned.  He  was  able  to  make  it  stick,  however,  by 
digging  up  the  letter  file  of  a  former  bridge-tender  in  Cleveland 
who  got  money  by  false  pretense  from  an  association  of  manu- 
facturers, his  pretense  being  that  he  had  the  ear  of  Senators 
Aldrich,  Hanna,  Foraker  and  other  leaders.  As  a  matter  of  fact, 


the  clerks  of  the  men  mentioned  by  him  hardly  knew  the  man 
who,  In  his  letters  to  his  employe™,  pretended  to  be  having  clone 
conferences  with  the  senators.  Now  some  senators  are  making 
a  similar  outcry  against  the  paid  attorneys  of  big  Interests,  as  If 
•  a  busy  man  were  violating  some  code  by  hiring  men  to  speak,  In 
his  name,  to  the  men  elected  to  make  laws  for  the  country-  The 
trouble,  it  may  be  suggested,  Is  that  the  country  is  so  big  that  a 
Callfornian  might  shudder  over  the  lobbying  done  by  W.  H.  Chan- 
dler of  Boston,  but  would  say  It  was  quite  all  right  if  Beth  Mann 
did  the  same  thing.  Mr.  Chandler  Is  not  so  well  known  In  Cali- 
fornia as  is  Mr.  Mann.  The  lobbyist  of  the  kind  the  story  writers 
depict  never  got  any  important  piece  of  legislation  passed,  sim- 
ply because  he  or  she  never  knew  enough  to  be  able  to  influence 
anybody. 

Hughes  and  Daugherty  in  the  Next  Administration.— CharleB) 
E.  Hughes,  to  be  secretary  of  state  after  March  4,  is  the  author\ 
of  the  Supreme  Court's  opinion  in  the  Minnesota  rn*"  "°-°°  in 
which  the  way  was  prepared  for  the  Shreveport  decision.  The, 
two  cases  have  had  a  greater  effect,  it  is  believed,  on  the  admin- ' 
istration  of  the  commerce  clause  of  the  constitution  than  any 
other  case  since  the  original  of  Gibbons  vs.  Ogden.  In  the 
Minnesota  rate  case  the  court,  In  effect,  said  that  Congress 
could  undertake  the  regulation  of  rales  within  a  state  whenever, 
in  iis  judgment,  ii  was  necessary  to  the  regulation  of  commerce 
liet  \\een  the  states  and  with  foreign  nations^  The  idea  he  put 
forth  in  that,  opinion  is  now  the  guiding  star  for  the  Commission 
in  its  construction  of  the  transportation  act  to  the  effect  that 
Congress  authorized  it  to  prescribe  rates  within  a  state  simply 
because  the  effect  of  the  state-made  rates  is  to  reduce  the  level 
of  the  return  Congress  has  said  shall  be  the  standard  to  be 
achieved  by  the  rates  prescribed  by  the  Commission.  But,  In 
the  management  of  the  foreign  affairs  of  the  nation,  Mr.  Hughes 
will  not  have  any  direct  say  as  to  the  policy  of  the  administra- 
tion with  regard  to  railroads.  Harry  M.  Daugherty,  to  be  attor- 
ney-general, may  have  much  more.  As  head  of  the  Department 
of  Justice  he  will  have  the  power  to  say  how  cases  arising  out 
of  the  transportation  act  shall  be  handled  in  the  courts.  If  he 
is  like  most  other  attorneys-general  he  will  leave  such  questions 
to  the  determination  of  lawyers  who  have  been  dealing  with  that 
subject.  Unless  Daugherty  has  changed  much  in  the  last  twenty- 
five  years,  it  is  safe  to  say  that  he  will  not  intervene  in  anything 
of  that  kind  unless  it  involves  some  policy  of  the  administration. 
When  there  is  such  an  involvement,  Daugherty  will  be  diligent  in 
his  efforts  to  carry  it  out,  regardless  of  what  may  have  been 
done  before.  Daugherty,  in  his  young  days,  as  speaker  pro  tern- 
pore  of  the  Ohio  House  of  Representatives,  was  a  "go-getter," 
imbued  with  the  idea  that  it  is  not  only  the  right  but  the  duty  of 
the  majority  to  rule,  and  rule  as  a  majority  of  the  majority  thinks 
the  ruling  should  be  done. 

Wet  Blanks,  But  Dry  Country. — The  customs  service  of  the 
Treasury  Department  plays  a  grim  joke  on  Americans  returning 
from  foreign  parts  in  which  they  have  dwelt  for  a  number  of 
years.  It  hands  to  each  a  blank  form  on  which  to  declare  the 
amount  and  value  of  things  he  is  bringing  into  the  country.  On 
the  other  side  of  the  blank  the  declaration  is  set  forth  that  the 
traveller  may  bring  in,  for  his  own  use,  not  more  than  one  quart 
of  liquor.  The  declaration  blanks  were  printed  years  ago.  Paper 
is  so  high  and  so  scarce  that  the  Treasury  has  not  had  the  heart 
to  throw  away  the  old  blanks.  It  has  not  even  run  a  smear  of 
black  ink  across  that  alluring  declaration  of  what  may  or  may 
not  be  done.  When  a  foreign  ship  nears  an  American  port  the 
bar  is  sealed.  Then  the  cards  are  distributed.  The  returning 
American,  recalling  that  he  has  heard  something  about  his  coun- 
try having  gone  dry,  hurries  down  to  the  bar  to  bump  against 
the  fact  that  not  only  is  the  country  dry,  but  that  the  dryness 
extends  three  marine  miles  into  the  ocean  and  that  he  not  only 
cannot  have  his  bottle  of  liquor,  but  he  has  lost  his  opportunity  to 
take  a  formal  farewell  of  a  legally  maintained  bar.  It  is  sus- 
pected that  when  some  of  the  allies  return  some  of  the  billions 
they  borrowed  after  the  armistice  was  signed,  the  Treasury  will 
be  able,  financially,  to  print  declaration  forms  in  accordance 
with  the  eighteenth  amendment. 

Holiday  on  March  4. — The  government  employes  in  Wash- 
ington, who  had  nothing  to  do  with  the  making  of  the  prices 
asked  by  the  Washington  hotels  for  rooms  inauguration  week, 
which  prices  are  supposed  to  have  caused  Mr.  Harding  to  call 
off  preparations  for  an  elaborate  inauguration,  are  to  have  a 
holiday  on  March  4.  The  executive  departments  are  to  be  closed. 
President  Wilson  showed  the  coming  of  his  successor  such  re- 
spect as  he  could  by  directing  the  employes  of  the  government 
to  make  merry  on  the  day  of  the  coming  of  their  new  boss. 
While  he  will  be  out  of  office  on  March  4,  the  members  of  the 
cabinet  appointed  by  him  will  hold  office  until  their  successors 
are  appointed.  Unless  President  Harding  accepted  their  resig- 
nations, all  of  which  will  be  in  his  hands  on  the  morning  of 
March  4,  the  present  cabinet  would  remain  in  office  indefinitely. 
No  cabinet  officer  has  a  definite  term.  The  man  who  accepts  a 
cabinet  portfolio  remains  only  during  the  pleasure  of  the  Presi- 
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dent  It  is  the  custom,  when  a  new  President  is  inaugurated,  for 
the  cabinet  to  tender  resignations.  That  is  the  custom  even 
when  a  man  is  elected  to  succeed  himself.  Usually  a  resignation 
is  not  accepted,  at  a  time  like  that,  until  the  new  President  is 
prepared  to  name  a  successor.  President  Wilson,  however,  has 
accepted  resignations  before  he  was  prepared  to  name  succes- 
sors. He,  however,  has  not  considered  himself  bound  by  the 
practices  of  his  predecessors,  his  most  notable  disregard  in  that 
matter  being  the  continuance,  for  eighteen  months,  of  the 
vacancy  created  by  the  ex.piration  of  the  term  of  Commissioner 
Harlan,  and  his  unpreparedness  to  name  a  successor  when  he 
called  for  the  resignation  of  Secretary  Lansing.  A.  E.  H. 

CLAYTON  ACT  AMENDMENT 

The  Traffic  World   Washington  Bureau 

Explanation  of  the  reasons  for  modification  of  section  10 
of  the  Clayton  anti-trust  act  was  made  by  Representative  Deni- 
son,  of  Illinois,  member  of  the  House  committee  on  interstate 
commerce,  in  the  committee's  report  recommending  that  the 
bill  as  approved  by  the  Interstate  Commerce  Commission  be 
passed.  The  Senate  interstate  commerce  committee  favorably 
reported  the  bill  to  the  Senate,  but  submitted  no  report. 

The  situation  with  respect  to  section  10  was  explained  as 
follows  in  the  report: 

"The  purpose  of  this  provision  of  the  Clayton  Act  was  to 
prevent  certain  abuses  whereby  officials  of  transportation  com- 
panies would  have  dealings  in  securities,  supplies  or  other  ar- 
ticles of  commerce  with  other  transportation  companies,  or  with 
other  corporations  in  which  such  officials  were  substantially  in- 
terested. Such  transactions  too  often  resulted  in  large  profits 
to  the  officials  and  in  losses  to  the  transportation  companies  and 
was  considered  by  Congress  immoral  and  detrimental  to  the 
public  interest,  and  Congress  sought  to  prevent  it  by  prohibiting 
all  such  transactions  except  through  public  bidding  under  proper 
regulations.  The  far-reaching  effect  of  this  provision  as  well 
as  the  difficulty  of  enforcing  it  was  recognized  by  Congress  in 
the  act  itself  by  postponing  its  effective  operation  for  a  period 
of  two  years  after  the  approval  of  the  act,  which  postponed  it 
until  October  15,  1916. 

"By  an  act  of  Congress  approved  August  31,  1916,  the  ef- 
fective date  of  section  10  was  extended  until  October  15,  1918. 

"By  subsequent  act  approved  January  8,  1918,  Congress  ex- 
tended the  effective  date  of  section  10  until  January  1,  1919. 

"At  that  time  the  railroads  were  under  government  control 
and  operation,  and  the  transportation  act  approved  February 
28,  1920,  provided  that  the  date  after  which  section  10  should 
become  effective  should  be  extended  to  January  1,  1921. 

"In  order  that  the  effective  date  of  section  10  might  be  still 
further  extended,  the  Senate,  on  December  16,  1920,  passed  a  bill 
further  extending  the  said  date.  This  bill  was  passed  by  the 
House  on  December  18  and  was  vetoed  by  the  President  on 
December  30,  1920. 

"These  various  extensions  of  the  date  from  which  the  pro- 
visions of  section  10  of  the  antitrust  act  should  .become  effective 
reflect  not  only  the  judgment  of  Congress  upon  the  necessity, 
or  at  least  the  desirability,  of  substantially  amending  it  before 
permitting  it  to  become  effective,  but  also  the  difficulty  of  prop- 
erly solving  the  problem  so  as  to  accomplish  the  purposes  of  the 
act  without  unduly  embarrassing  the  transportation  companies 
in  their  fiscal  management. 

"The  President's  veto  of  the  last  extending  act  of  Congress 
allowed  section  10  to  become  effective  on  January  1,  1921,  and 
it  is  now  in  full  force. 

"The  transportation  act  of  February  28,  1920,  conferred  upon 
the  Interstate  Commerce  Commission  powers  with  regard  to 
the  supervision  of  capitalization  and  of  the  issuance  of  stocks 
and  bonds  by  carriers  subject  to  the  interstate  commerce  act 
which  were  immediately  recognized  as  entirely  out  of  harmony 
with  the  provisions  of  section  10  of  the  Clayton  Act.  It  has 
been  found  to  be  impossible  to  carry  through  financial  trans- 
actions and  refunding  plans  which  the  railroads  must  carry 
through  and  at  the  same  time  comply  with  the  provisions  of  sec- 
tion 10  of  the  Clayton  Act.  Under  the  provisions  of  the  trans- 
portation act  -carriers  are  not  now  permitted  to  consummate 
refunding  plans  and  other  similar  financial  transactions  except 
as  they  have  secured  the  approval  of  the  Interstate  Commerce 
Commission.  In  carrying  through  such  financial  plans  time  is  a 
most  important  consideration.  It  is  essential  that  such  trans- 
actions be  accomplished  with  promptness  in  order  to  take  ad- 
vantage of  market  conditions  and  of  the  funds  that  are  available 
at  the  time.  It  would  be  wholly  impracticable,  for  instance,  for 
a  carrier  that  owns  all  of  the  stock  of  another  carrier,  an  af- 
.liated  company,  where  they  are  operated  as  parts  of  a  co- 
ordinated system,  to  effect  any  financing  between  itself  and  the 
subsidiary  company  and  preserve  the  integrity  of  the  system 
the  parent  company  must  advertise  for  bids  in  its  proposals 
the  subsidiary  company  must,  in  turn,  advertise  for  bids 
A  °n  °  accept  it  as  required  by  section  10  of  the  Clayton 

"The  committee  after  careful  consideration  of  the  questions 
nvolved  and  after  full  hearings  concluded  that  it  is  not  only  im- 


portant but  necessary  that  remedial  legislation  be  enacted  as 
early  as  possible,  amending  both  the  transportation  act  and  sec- 
tion 10  of  the  Clayton  Act,  to  the  end  that  the  provisions  of 
both  acts  may  be  harmonized  and  the  salutary  purposes  of 
section  10  may  at  the  same  time  be  preserved. 

"This  bill  has  been  submitted  to  and  received  the  careful 
consideration  and  approval  of  the  Interstate  Commerce  Com- 
mission, and  the  committee  believes  that  it  presents  the  most 
practicable  solution  of  the  problem  that  can  be  offered  at  this 
time. 

"Section  1  of  the  bill  reenacts  section  10  of  the  Clayton  Act, 
with  such  modifications  as  are  thought  to  be  necessary,  as  a  new 
section  in  the  interstate  commerce  act. 

"The  modifications  are: 

"1.  The  amount  of  dealings  in  materials,  supplies,  or  other 
articles  of  commerce  between  carriers  and  other  carriers  or  non- 
carrier  companies  having  common  directors,  managers,  or  pur- 
chasing or  selling  agents  that  may  be  permitted  without  com- 
petitive public  bidding  is  increased  from  $50,000  in  the  aggre- 
gate for  any  one  year  to  $100,000  in  the  aggregate  for  one  year. 

"Purchases  by  railroads  are  now  made  in  such  immense 
amounts  during  the  course  of  a  year  it  is  believed  that  the  re- 
quirement of  competitive  public  bidding  where  the  year's  pur- 
chases exceed  in  the  aggregate  $100,000  would  fully  protect  the 
interest  of  the  transportation  companies  and  the  public  and 
prevent  the  abuses  sought  to  be  prevented. 

"2.  The  bill  specifies  a  'calendar  year'  instead  of  the  in- 
definite term  'year'  as  used  in  the  original  act,  which  was  in- 
definite as  to  the  time  of  its  beginning  or  ending. 

"3.  The  bill  excludes  from  the  prohibitive  transactions 
dealings  between  a  carrier  and  another  common  carrier,  railroad 
company,  terminal  company,  or  joint  facility  company  that  is 
subject  to  section  20  of  the  interstate  commerce  act.  It  is 
believed  that  this  modification  of  section  10  of  the  Clayton  Act 
is  not  only  desirable,  but  is  necessary,  in  view  of  the  provision 
of  the  transportation  act  giving  the  Interstate  Commerce  Com- 
mission complete  supervision  of  the  capitalization  and  the 
issuance  of  stocks  and  bonds  by  carriers. 

"4.  Paragraph  3  of  the  first  section  of  the  bill  forbids  one 
carrier  from  charging  another  carrier  for  materials,  supplies, 
or  other  articles  of  commerce  a  price  in  excess  of  that  at  which 
such  articles  are  currently  charged  out  by  it  for  its  own  use, 
plus  transportation  charges. 

"5.  Paragraph  7  of  section  1  of  the  bill  makes  it  unlawful 
for  any  officer,  director,  or  agent  of  a  carrier  to  receive  directly 
or  indirectly  any  benefit  or  profit  in  respect  of  the  negotiation, 
hypothecation,  purchase  or  sale  by  one  carrier  of  any  stocks, 
bonds  or  other  evidence  of  indebtedness  issued  by  another  car- 
rier or  a  non-carrier  company. 

"The  interstate  commerce  act  provides  that  it  shall  be  un- 
lawful to  any  officer  or  director  of  any  carrier  to  receive  for  his 
own  benefit,  directly  or  indirectly,  any  money  or  thing  of  value 
in  respect  of  negotiation,  hypothecation  or  sale  of  any  securities 
issued  or  to  be  issued  by  such  carrier.  The  committee  thought 
that  such  prohibition  of  personal  profits  should  be  extended  to 
transactions  involving  the  securities  of  other  corporations  not 
issued  by  the  carrier  itself,  but  which  that  carrier  was  either 
purchasing  or  selling;  and  paragraph  7  of  the  bill  is  intended  to 
accomplish  this  purpose. 

"Section  2  of  the  bill  simply  amends  section  10  of  the  Clay- 
ton Act  by  excluding  from  the  application  of  its  provisions  those 
carriers,  corporations  or  owners  of  railroads  that  are  subject  to 
section  20b  of  the  interstate  commerce  act.  As  to  all  other  com- 
mon carriers  engaged  in  commerce  that  are  not  subject  to  the 
interstate  commerce  act,  section  10  will,  therefore,  remain  in 
full  force." 


TRANSPORTATION  TAX  REPEAL 

The   Traffic   World   Washington  Bureau 

Representative  Longworth,  February  23,  introduced  a  bill 
providing  for  repeal  of  the  three  per  cent  tax  on  the  transporta- 
tion of  freight,  the  eight  per  cent  tax  on  transportation  of  per- 
sons, and  the  eight  per  cent  tax  on  seats,  berths  and  staterooms. 
He  estimated  the  loss  in  revenue  from  these  sources  would  be 
$282,000,000.  He  said  he  believed  everybody  thought  the  trans- 
portation tax  should  be  repealed  and  that  he  would  push  the  bill 
at  the  next  session. 


McADOO  BREAKS  FORTH  AGAIN 

The   Traffic   World   Washington  Bureau 

W.  G.  McAdoo,  February  23,  in  a  newspaper  statement,  pre- 
dicted government  ownership  as  the  only  solution  of  the  rail- 
road problem.  He  condemned  the  transportation  act  as.  a  flat 
failure  and  criticized  the  valuation  made  by  the  Commission  in 
Ex  Parte  74.  He  denied  that  he  was  a  government-ownership 
advocate,  but  said  that  was  the  only  way  out,  and  that  the  pres- 
ent situation  was  forecast  by  him  when  he  urged  an  extension  of 
federal  control  for  five  years. 
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Decisions  of  Interstate  Commerce  Commission 


A.  &  S.  A  COMMON  CARRIER 

A  finding;  that  the  Aliquippa  &  Southern,  owned  by  the  Jones 
&  Laughlin  Steel  Company,  Is  a  common  carrier,  and  as  such  en- 
tit  lod  to  receive  divisions  out  of  joint  rates  In  connection  with 
the  Pittsburgh  &  Lake  Erie  on  the  basis  of  rates  to  and  from 
Woodlawn,  Pa.,  and  that  the  rates  charged  shippers  over  the 
Aliquippa  &  Southern  were,  are  and  for  the  future  will  be  unrea- 
sonable, has  been  made  in  a  report,  written  by  Commissioner 
Meyer  on  No.  11134,  Jones  &  Laughlin  Steel  Co.  vs.  Aliquippa  & 
Southern  et  al.,  opinion  No.  6641,  60  I.  C.  C.  325-32.  The  report 
condemns  as  unreasonable  intrastate  rates  in  effect  after  August 
9,  1918,  and  interstate  rates  in  effect  after  February  1,  1919. 

Shippers  are  to  have  reparation  on  all  shipments  made  since 
those  dates  on  all  kinds  of  traffic  except  iron  ore  and  slag,  ashes 
and  refuse  for  wasting,  or  movements  in  connection  with  the 
Pittsburgh  &  Lake  Erie  at  switching  rates  of  20  cents  per  ton  or 
less,  moving  to  or  from  points  of  loading  or  unloading  at  the 
plants  of  the  complaining  steel  company  and  the  intervener, 
Rotigers  Sand  Company.  Rates  on  all  traffic  except  the  kinds 
mentioned  come  within  the  condemnation  as  unreasonable  be- 
cause they  were  higher  than  the  rates  to  and  from  Woodlawn  or 
West  Economy.  The  last  mentioned  place  is  the  station  at  which 
the  sand  company  receives  and  dispatches  freight.  . 

As  to  what  divisions  or  allowances  the  Pittsburgh  &  Lake 
Erie  shall  pay  the  Aliquippa  &  Southern,  the  report  says  noth- 
ing, because  the  case  was  brought  by  the  Jones  &  Laughlin 
Steel  Company  as  a  shipper,  and  not  by  the  steel  company's  com- 
mon carrier  railroad.  The  question  of  the  amount  of  allowances 
or  divisions  to  be  made  to  the  industrial  common  carrier  will 
have  to  stand  over  for  answer  until  the  Aliquippa  &  Southern 
either  negotiates  an  agreement  with  the  Pittsburgh  &  Lake 
Erie  or  brings  a  formal  complaint  alleging  that  the  Pittsburgh  & 
Lake  Erie  declines  to  enter  into  a  just  and  reasonable  arrange- 
ment for  such  divisions  and  allowances.  The  Aliquippa  &  South- 
ern, in  the  case  covered  by  the  Meyer  report,  presented  some 
figures  purporting  to  show  that  its  cost  for  interchange  switch- 
ing, on  a  common-carrier  basis,  was  9.4  cents  per  ton.  The  road, 
however,  did  not  specifically  ask  the  Commission  to  fix  the 
amount  of  the  divisions,  or  to  prescribe  the  amount  of  the  allow- 
ances due  it.  Therefore,  the  Commission  made  no  attempt  to 
dispose  of  the  question  of  divisions  and/or  allowances  in  this 
case. 

The  Aliquippa  &  Southern  will  be  joined  with  the  Pitts- 
burgh &  Lake  Erie  in  orders  of  reparation  that  may  be  entered 
in  the  future.  To  the  extent,  if  any,  that  its  charges  exceeded 
those  that  would  have  accrued  to  it  on  the  basis  of  fair  and  rea- 
sonable allowances  or  divisions  out  of  joint  rates,  it  will  be  re- 
quired to  make  reparation  to  the  Jones  &  Laughlin  Steel  Co.  and 
other  shippers. 

In  the  trial  of  the  case  the  Pittsburgh  &  Lake  Erie  denied 
that  the  Aliquippa  road  was  a  common  carrier,  although  it  is  ap- 
proximately 7.6  miles  long;  has  13.5  miles  of  main  and  second 
track;  12.6  miles  of  yard  and  sidings  and  operates  33.3  miles  of 
tracks  owned  by  Jones  &  Laughlin,  exclusive  of  the  tracks  in 
the  Jones  &  Laughlin  plant.  The  Aliquippa  owns  12  engines,  383 
freight  cars,  one  wrecking  crane  and  five  work  cars.  As  a  rule, 
its  freight  cars  are  not  permitted  to  leave  its  own  rails.  It  is  not 
a  member  of  the  American  Railway  Association,  but  it  is  a  mem- 
ber of  the  Master  Car  Builders'  Association,  has  an  organization 
of  more  than  300  employes  distinct  from  the  steel  mill  organiza- 
tion, the  only  connection  between  the  organizations  being  that 
the  vice-president  and  the  treasurer  of  the  railroad  company  are 
officers  of  the  steel  company. 

At  the  time  the  complaint  was  filed  the  Pittsburgh  &  Lake 
Erie  absorbed  4.33  cents  per  ton  out  of  the  charge  of  10  cents 
a  ton  imposed  by  the  Aliquippa  &  Southern,  on  all  traffic  except 
on  ore,  slag,  ashes  and  refuse  to  be  wasted,  and  except  traffic 
carried  on  rates  of  20  cents  a  ton  or  less.  That  is  to  say,  on 
ore,  materials  to  be  wasted  and  traffic  moving  at  rates  of  20 
cents  per  ton  or  less,  the  Pittsburgh  &  Lake  Erie  made  neither 
division  nor  allowance  to  the  steel  company's  common  carrier 
railroad,  but  kept  the  whole  revenue.  If  the  delivery  had  to 
be  made  to  points  in  Woodlawn  or  West  Economy,  the  shipper 
had  to  pay  the  full  charge  of  the  Aliquippa  &  Southern,  of 
10  cents  a  ton  in  addition  to  the  Woodlawn  rate.  On  other 
freight  they  had  to  pay  5.67  cents  a  ton  more  than  the  Wood- 
lawn  rate  because  that  was  the  excess  of  the  combined  P.  & 
L.  E.  and  Aliquippa  &  Southern  rates  over  the  absorption  of 
the  industrial  road's  charges  by  the  Pittsburgh  &  Lake  Erie. 

The  Commission  decided  that  the  Pittsburgh  &  Lake  Erie 
does  not  complete  its  duty  when  it  delivers  ore  to  the  Aliquippa 
&  Southern.  At  the  hearing  the  Pittsburgh  &  Lake  Erie  said 
it  was  willing  to  make  delivery  of  that  ore  at  a  point  conven- 
ient for  the  power  of  the  steel  company  to  render  the  spotting 


service,  the  cost  of  which,  under  the  Commission's  decision 
In  Iron  Ore  Rate  Cases,  41  I.  C.  C.  181  and  44  I.  C.  C.  368,  falls 
on  the  shipper. 

But  the  Commission  said  that  the  Aliquippa  &  Southern 
is  a  common  carrier  and  that  the  Pittsburgh  &  Lake  Erie,  in 
view  of  that  fact,  in  the  absence  of  assent  by  the  Aliquippa  & 
Southern,  has  not  the  option  of  delivering  ore  cars  to  the 
points  convenient  for  the  spotting  of  ore  by  the  Industry.  In 
other  words,  the  Pittsburgh  &  Lake  Erie  is  at  a  disadvantage 
at  Woodlawn,  in  that  its  rails  do  not  connect  with  the  rails 
of  the  industries  in  that  town,  but  merely  connect  with  the 
rails  of  another  common  carrier,  the  Aliquippa  &  Southern, 
which  it  must  employ  to  make  deliveries  where  the  power  of 
the  Jones  &  Laughlin  Steel  Company  can  move  the  cars  to 
the  points  of  unloading. 

With  respect  to  rates  on  slag  and  other  material  to  be 
wasted,  the  Commission  said  it  was  not  convinced  that  the 
same  rates  as  to  and  from  Woodlawn  should  be  required.  That 
remark  also  covers  freight  moved  at  20  cents  per  ton  or  less. 
The  Commission,  being  in  doubt  on  that  point,  the  Pittsburgh 
&  Lake  Erie  will  be  at  liberty  to  decline  making  an  arrange- 
ment with  the  Aliquippa  &  Southern  that  will  give  Jones  & 
Laughlin  on  traffic  of  that  kind  the  same  rates  that  would 
apply  were  it  situated  directly  on  the  rails  of  the  Pittsburgh 
&  Lake  Erie. 

Inasmuch  as  the  arrangements  between  trunk  lines  and 
industrial  railroads  respecting  demurrage,  car  detention  and 
switching  reclaims  have  been  held  by  the  Commission  to  be 
of  fundamental  importance,  the  findings  in  this  case  are  not 
to  be  taken  as  approval  of  the  practices  at  Woodlawn.  They 
are  still  open  to  scrutiny,  so  that  the  Commission  may  be  cer- 
tain that  there  is  no  kind  of  device  by  which  the  Jones  & 
Laughlin  Company  obtains  an  undue  preference  by  reason  of 
its  ownership  of  the  common  carrier  railroad. 

Arrangements  for  the  application  of  the  Woodlawn  rates 
to  and  from  points  on  the  Aliquippa  &  Southern  are  to  be  made 
by  appropriate  tariff  publications  on  or  before  May  28. 


NORTH  CAROLINA  FARES  AND  CHARGES 

North  Carolina  peculiarities  in  regard  to  passenger  fares, 
the  amount  of  excess  baggage,  the  minimum  charge  for  a  ticket 
and  the  conductor's  penalty  charge,  caused  by  North  Carolina 
statutes,  are  to  be  wiped  out  by  the  railroads  in  that  state,  in 
accordance  with  the  terms  of  an  order  issued  by  the  Commission 
in  connection  with  a  report,  written  by  Commissioner  Hall,  on 
No.  11828,  North  Carolina  Fares  and  Charges,  opinion  No.  6648, 
60  I.  C.  C.,  362-71,  on  or  before  March  29.  North  Carolina's 
passenger  fares,  placed  on  a  basis  of  3  cents  a  mile  by  statute, 
passed  August  25,  1920,  while  the  application  of  the  carriers  for 
an  increase  to  the  basis  allowed  in  Ex  Parte  No.  74  is  to  be 
brought  up  to  3.6  cents.  The  amount  of  baggage,  200  pounds, 
required  by  North  Carolina  law  to  be  carried  free,  is  to  be  re- 
duced to  150  pounds  for  a  full-fare  passenger  and  75  pounds  for 
a  half-fare  passenger. 

The  North  Carolina  commission  authorized  increases  in 
accordance  with  the  basis  set  by  the  Interstate  Commerce  Com- 
mission except  where  that  was  impossible  by  reason  of  the  laws 
of  the  state.  The  laws  required  variation  from  the  national 
standard  in  the  particulars  hereinbefore  mentioned.  The  state 
legislature  allowed  lines  having  mileage  of  100  or  less  to  charge 
20  per  cent  per  mile  more  than  the  standard  of  3  cents.  The 
short  lines,  while  allowed  to  charge  3.6  cents,  joined  in  the  peti- 
tion to  the  federal  commission  asking  for  a  removal  of  the 
discrimination  against  interstate  commerce.  They  presented  no 
evidence  in  support  of  their  petition. 

Under  the  North  Carolina  statute  the  minimum  ticket  charge 
was  10  cents.  The  state  commission  felt  it  could  not  raise  that 
The  federal  body,  however,  requires  it  to  be  raised  to  12  cents. 
The  same  statute  that  prescribed  the  minimum  charge  for  a 
ticket  authorized  the  carriers,  in  the  event  a  passenger  boarded 
a  train  without  buying  a  ticket,  authorized  the  conductor  to 
assess  a  penalty  charge  of  15  cents.  That  charge,  under  Ex 
Parte  No.  74,  became  18  cents.  Under  the  Commission's  de- 
cision, however,  this  charge  is  cut  to  15  cents,  as  in  the  South 
Carolina  case. 

The  Piedmont  &  Northern,  an  electric  line,  joined  in  the 
complaint  alleging  discrimination  against  interstate  commerce, 
so  that  it  might  obtain  the  benefit  of  Ex  Parte  No.  74,  although 
the  Commission,  in  that  case,  specifically  said  that  that  decision 
was  not  to  be  construed  as  an  approval  or  disapproval  of  in- 
creases in  electric  line  passenger  fares.  Commissioner  Hall  said 
that  the  record  in  this  case  did  not  warrant  a  finding  of  undue 
prejudice  or  unjust  discrimination  against  that  carrier  or  as  to 
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what  would  be  reasonable  fares  and  charges  in  order  to  remove 
any  undue  prejudice  or  unjust  discrimination  which  may  exist. 
The  Commission's  report,  in  this  case,  except  for  the  varia- 
tions that  were  necessary  on  account  of  local  conditions,  was 
like  the  cases  covering  passenger  fares  and  baggage  charges 
in  preceding  cases,  including  the  dissent  of  Commissioner  East- 
man. 


FERTILIZER,  MOBILE  TO  LA.  POINTS 

In  a  report  on  further  hearing  in  No.  10413,  Virginia-Carolina 
Chemical  Company  vs.  Director  General,  as  agent,  opinion  No. 
6639,  60  I.  C.  C.  321-4,  Commissioner  Eastman  said  the  Commis- 
sion affirmed  its  findings  in  the  original  report,  55  I.  C.  C.,  583, 
that  the  rates  applicable  In  February  and  March,  1918,  on  fertil- 
izer, from  Mobile,  Ala.,  to  points  in  Louisiana  west  of  New 
Orleans,  were  unreasonable  to  the  extent  that  they  exceeded 
$3.75  per  ton,  based  on  a  combination  of  $1  to  New  Orleans  and 
$2.75  beyond,  blanketed  to  a  large  part  of  Louisiana  west  of 
the  river. 

The  Railroad  Administration  contented  that  inasmuch  as 
the  blanket  rate  found  reasonable  was  lower  than  the  mileage 
rates  prescribed  by  the  Commission  in  the  Natchez  case  to 
many  points  reparation  should  be  denied.  Eastman  said  that 
the  principle  that  reparation  should  be  denied  in  cases  where  a 
general  readjustment  of  rates  was  ordered  was  inapplicable  to 
this  case  because  it  was  brought  long  before  the  Natchez  case 
and  decided  prior  to  the  decision  therein;  and  further  because 
th  complainant  did  not  depend  upon  that  case  as  ground  for  its 
complaint. 


RATES  ON  COTTONSEED 

A  finding  of  unreasonableness,  an  award  of  reparation  and 
an  order  requiring  the  establishment  of  a  rate  of  $3  per  ton  on 
cottonseed  from  Charlotte,  N.  C.,  to  Augusta,  Ga.,  on  or  before 
April  16  have  been  made  in  No.  11147,  Buckeye  Cotton  Oil  Com- 
pany vs.  Southern  et  al.,  opinion  No.  6633,  60  I.  C.  C.,  281-3. 
The  report  also  covers  No.  11120,  Same  vs.  Seaboard  Air  Line, 
director-general,  et  al. 

The  report,  for  purposes  of  reparation,  holds  unreasonable 
the  rates  assessed  from  Charlotte  to  Atlanta  to  the  extent  that 
they  exceeded  $2.80  over  the  Seaboard  and  $2.40  from  Charlotte 
to  Augusta  over  the  Southern,  or  over  the  Seaboard  and  Charles- 
ton &  Western  Carolina.  The  finding  as  to  the  rate  for  the 
future  is  that  it  must  not  exceed  $3  over  either  route. 

This  report  differs  somewhat  from  the  recommendation  of 
the  examiner.  The  latter  recommended  a  rate  of  $3.20  over  one 
of  the  two  routes  from  Charlotte  to  Augusta,  because  it  is 
longer  than  the  other.  The  Commission,  however,  decided  that 
the  $3  rate  should  apply  over  either  route  and  should  be  estab- 
lished by  the  time  hereinbefore  mentioned. 

Th  movements  involved  in  the  complaint  were  unusual  and 
made  necessary  by  the  fact  that  the  factory  of  the  complainant 
at  Charlotte  was  burned  January  1,  1918,  and  it  was  necessary 
to  get  the  stock  of  cottonseed  to  mills  at  Atlanta  and  Augusta 
o  enable  the  complainant  to  obtain  the  maximum  of  salvage 
Class  rates  were  assessed  because  no  provision  had  been  made 
for  moving  cottonseed  southward,  although  distance  scales  were 
in  effect  all  around  the  routes  over  which  the  shipments  moved 
some  having  been  prescribed  by  the  Georgia  commissioners  and 
thers  by  Alabama  commissioners.  The  latter  had  an  effect  on 
the  Georgia  rates,  because,  by  Georgia  statute,  whatever  rate 
was  prescribed  in  Alabama,  the  same  rates  were  to  be  made 
operative  in  Georgia  for  like  distances.  The  railroads  objected 
to  having  the  Commission  give  any  attention  to  the  rates  forced 
by  state  legislation,  lest  the  effect  on  the  whole  cottonseed  rate 
structure  be  unfavorable.  The  Commission,  in  making  its  de- 
cision, apparently  Ignored  the  state  rates. 

RATES  ON    IMPORTED  COPRA 

,°J  *he  authority  of  Procter  &  Gamble  vs.  Director-General 
C.  465,  the  Commission,  in  a  report  on  No.  10829   South- 
is'  Ltd;'   o8-  £•  L  &  S"  F"  ^rector-General,  et  al.,  opinion 
No .6646    60  1C.  C.  357-8,  has  held  that  the  domestic  rate  of 
,2.10  and  the  import  rate  of  $1.125,  the  former  between  June 
8.  and  August  28,  1918.  and  the  latter  up  to  September 
8.  on  imported  copra,  from  Pacific  ports  to  Baton  Rouge 
Jew  Orleans,  were  unreasonable  to  the  extent  that  they 
exceeded  the  subsequently  established  import  rate  of  85  cent 
Reparation  is  to  be  made  to  the  basis  of  that  rate 


ALLOTMENT  OF  CARS  TO  MINES 

The  Commission   has   dismissed  No.  11484,   Dickinson  Fuel 

I    C    r    ^ViVC*e,Ha,Pea^  &   °hl°  et  al-  °Pinion  N°-   6637,  60 

>-17,  holding  that,  inasmuch  as  there  is  no  shortage 

•f  equipment,  congestion  or  emergency  of  any  kind  respecUnz 
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of  car  shortage.  The  complaint  was  filed  by  a  coal  dealer  at 
Milwaukee  and  five  coal  mine  operators  in  West  Virginia.  The 
complainants  own  loading  apparatus,  enabling  them  to  put 
coal  into  box  cars  in  shorter  time  than  by  hand.  They  con- 
tended that  they  should  have  the  benefit  of  their  investment 
in  such  devices,  because,  by  their  use,  they  save  equipment  in 
times  of  shortage,  but  that  if  the  box  cars  furnished  are  counted 
against  their  allotment  they  are  really  being  punished  for  having 
provided  them,  because  their  supply  of  open-top  cars  is  cut  down. 
The  Fuel  Administration  made  a  rule  that  box  cars  furnished 
for  coal  loading  should  be  counted  as  if  they  were  50-ton  open- 
top  cars. 


PHOPOSED    CANCELLATION    NOT    JUSTIFIED 

The  Southern  Railway  not  having  appeared  at  the  hearing 
on  I.  and  S.  No.  1277,  Cancellation  of  Joint  Through  Rates  Be- 
tween Augusta,  Ga.,  and  stations  on  the  Augusta  Northern, 
opinion  No.  6640,  60  I.  C.  C.  324,  the  Commission  has  held  that 
the  proposed  cancellation  of  the  joint  class  and  commodity 
rates  proposed  in  Southern  Railway  I.  C.  C.  A-9016,  pp.  41  and 
42,  is  not  justified  and  that  the  suspended  schedule  must  be 
canceled  on  or  before  May  9.  The  case  has  been  closed  and 
the  inquiry  vacated. 


RATES  ON  PAPER  TABLETS 

The  Commission  has  dismissed  No.  10629,  Wichita  Board 
of  Commerce  et  al.  vs.  A.  T.  &  S.  F.  et  al.,  opinion  No.  6647, 
60  I.  C.  C.  359-61,  holding  that  the  rates  on  tablet  paper,  in  car- 
loads, from  St.  Joseph  to  Wichita,  in  comparison  with  the  rates 
from  St.  Joseph  to  Salina,  Kan.,  were  not  and  are  not  unrea- 
sonable or  unduly  prejudicial.  The  rates  before  and  after  the 
operative  date  of  General  Order  No.  28  were  under  attack. 

Wichita  is  in  the  south  central  part  of  Kansas  and  Salina 
in  the  north  central.  The  one-line  distances  are  nearly  equal, 
the  disadvantage  against  Wichita  being  about  ten  miles.  On 
two-line  hauls,  the  northern  point  has  the  advantage. 

The.  railroads,  in  defending  lower  rates  to  Salina,  said  the 
latter  were  made  in  relation  to  the  lower  basis  from  St.  Louis 
to  Missouri  River  points,  while  Wichita  was  on  the  relatively 
higher  Oklahoma  basis.  The  two  cities,  as  jobbing  centers,  use 
the  same  mileage  scale  on  their  outbound  shipments  of  L.  C.  L. 
Quantities.  The  Commission  said,  in  regard  to  an  exhibit,  that 
it  showed  that  to  some  points  Salina  has  an  advantage  in  the 
in  and  out  combination,  while  to  other  points  Wichita  has  the 
advantage,  so  the  exhibit  did  not  prove  anything  as  to  the  rea- 
sonableness of  the  rates  per  se. 


RATES  ON  COAL 

The  Commission  has  dismissed  No.  10936,  Atlantic  Refining 
Co.  vs.  Pennsylvania  Railroad  Company,  opinion  No.  6645,  60 
I.  C.  C.  355-6,  holding  that  rates  of  $12.50,  $19.50  and  $21  per 
car  for  switching  coal  from  one  plant  of  the  complaining  com- 
pany to  another  in  Philadelphia,  a  distance  of.  1.6  miles,  were 
not  unreasonable.  They  were  in  effect  from  June  25  to  Novem- 
ber 15,  1918,  when  they  were  reduced  to  $9.50,  $12,  and  $13  per 
car.  Before  federal  control  they  were  $7.50,  $9.75  and  $10.50. 

Upon  the  theory  that  the  rate  really  was  15  cents  per  ton 
instead  of  so  much  per  car,  within  certain  limits  of  weight  of 
lading,  the  rates  were  increased  by  adding  15  cents  a  ton,  but 
a  mistake  in  calculation  resulted  in  one  rate  heing  made  $12.50 
instead  of  $15  per  car. 

The  movement  is  through  the  complicated  yards  of  Phila- 
delphia. The  Commission  said  that  two  engines  were  used  in 
the  movement  and  one  part  of  the  operation  had  to  be  accomp- 
lished by  moving  one  of  the  engines  from  the  front  to  the  rear 
of  the  cut  of  cars  being  moved. 

Attention  was  directed  to  the  fact  that  a  rate  of  $6.50  for 
switching  merchandise  cars  was  in  effect  contemporaneously 
through  the  same  yards.  The  Commission  said  that  merchandise 
is  always  switched  for  less  than  coal.  It  said  the  fact  that  the 
Director-General  voluntarily  reduced  the  rates  did  not  of  itself 
warrant  a  conclusion  that  the  rates  established  on  June  25  were 
unreasonable. 


C.   &   N.   W.   BONDS 

The  Chicago  &  North  Western  has  applied  to  the  Commis- 
sion for  authority  to  issue  and  pledge  $15,000,000  of  5  per  cent 
general  gold  mortgage  bonds,  and  to  issue  and  sell  $15,000,000 

6  Mi  per  cent  fifteen -year  secured  gold  bonds.  The  applicant 
proposes  to  create  a  trust  indenture,  pledging  thereunder  the 
515,000,000  of  5  per  cent  bonds  and  other  like  bonds  now  in  the 
company's  treasury  of  $3,000,000  and  to  issue  and  sell  under  the 
indenture  the  $15,000,000  Of  fifteen-year  6'/2  secured  gold  bonds. 

e  authority  requested  is  to  enable  the  company  to  exchange, 
rund,  retire  or  pay  $10,000,000  of  debenture  bonds  of  the  Chi- 
cago &  North  Western  due  April  15,  1921,  and  $5,000,000  of 
Milwaukee,  Lake  Shore  &  Western  bonds  due  May  1,  1921.  Sale 
of  the  fifteen-year  6%  per  cent  secured  gold  bonds  to  Kuhn, 
Loeb  &  Co.,  on  a  basis  of  95.40,  subject  to  the  approval  of  the 
Commission,  has  been  arranged  for  by  the  company. 
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Tentative  Reports  of  the  Commission 


RATES  ON  BLACKSTRAP 

Kxaminer  J.  Edgar  Smith,  in  a  tentative  report  on  No.  11897, 
Hrooks  Klevator  Co.  vs.  Ahnapee  &  Western  et  al.,  has  recom- 
iiiriuled  dismissal  on  a  holding  that  the  rates  on  blackstrap 
molasses  from  New  Orleans,  Mobile  and  Memphis  to  Minneap- 
olis had  not  been  shown  to  be  unreasonable  or  unduly  preju- 
dicial in  comparison  with  rates  to  competing  points.  The  ex- 
aminer, commenting  on  a  table  showing  the  ton-mile  and  car-mile 
earnings  under  rates  from  New  Orleans  and  Mobile  to  St.  Louis, 
Chicago,  Kansas  City,  Milwaukee,  Omaha  and  Minneapolis,  said 
there  was  no  impropriety  indicated  by  that  comparison.  He  said 
tlirro  was  nothing  in  the  testimony  persuasive  that  the  Commis- 
sion should  depart  from  its  conclusion  in  Scully  Syrup  Co.  vs. 
A.  <;.  S.,  43  I.  C.  C.  567. 


CRUSHED   STONE   AND   LIMESTONE 

A  recommendation  that  the  complaint  be  dismissed  has  been 
made  in  No.  11489,  Columbia  Quarry  Co.  vs.  Director-General 
East  St.  Louis,  Columbia  &  Waterloo,  by  Examiner  H.  W. 
\irher.  His  recommendation  is  that  the  Commission  hold  rates 
on  crushed  stone  and  ground  limestone  from  Krause,  111.,  to  des- 
tinations in  Illinois  and  Tennessee  are  and  were  not  unreason- 
able. 

The  question  was  as  to  whether  each  factor  in  a  combination 
should  have  been  increased  under  General  Order  No.  28.  The 
complainants  submitted  Freight  Rate  Authority  No.  10,  to  show 
that  the  Director-General  intended  that  only  one  increase  should 
be  made  on  a  combination.  Archer  called  attention  to  the  Com- 
mission's decision  in  Parlin  &  Orendorff  Co.  vs.  Director-General, 
9  I.  C.  C.  63,  in  which  the  Commission  said:  "The  issues 
presented  cannot  be  determined  by  a  construction  of  General 
Order  No.  28,  but  the  controlling  question  is  whether  the  result- 
ing rates  were  unreasonable  or  otherwise  unlawful."  Archer 
said  that  no  evidence  of  the  unreasonableness  of  the  rates  under 
attack  was  submitted  by  the  complainant,  other  than  the  state- 
ment that  quarries  at  Thornton,  Lehigh  and  other  northern  Illinois 
points  had  joint  through  rates  to  destinations  in  southern  Illinois 
involving  hauls  of  approximately  300  miles,  which  in  some  In- 
stances were  as  low  as  60  cents  per  ton  prior  to  June  25,  1918, 
and  which  were  increased  but  one  cent  per  hundred  pounds 
under  General  Order  No.  28.  Archer  called  attention  to  the  fact 
that  the  ton-mile  earnings  under  rates  to  Illinois  points  ranged 
from  9  to  20  mills  for  distances  ranging  from  40  to  130  miles. 
The  rate  to  Brownsville,  Tenn.,  produced  a  ton-mile  of  but  6.1 
mills  for  a  distance  of  266  miles.  Archer  found  that  a  number 
of  undercharges  end  overcharges  were  made  and  said  the  Com- 
mission should  require  their  adjustment. 


RATES  ON  SAND  AND  COAL 

Examiner  F.  W.  McM.  Woodrow  has  recommended  the  dis- 
missal of  No.  11603,  Tum-a-Lum  Lumber  Co.  vs.  Canadian  Pacific, 
Director-General,  et  al.,  on  a  holding  that  the  rate  on  sand  from 
Umatilla,  Ore.,  to  Helix,  Ore.,  and  rates  on  coal  from  Mohrland 
and  Schofield,  Utah,  and  Bellevue,  Alta.,  to  Naches,  Eureka  and 
Mabton,  Wash.,  were  not  unreasonable.  The  complaint  against 
ie  different  rates  was  founded  on  the  fact  that  each  factor  of 
combination  rates  was  given  an  increase  under  General  Order 
No.  28.  The  complainant  offered  Freight  Rate  Authority  No.  10 
s  evidence  of  the  intention  of  the  Railroad  Administration. 
Woodrow  recommended  dismissal  in  accordance  with  the  prin- 
ciple enunciated  in  National  Supply  Co.  vs.  C.  M.  &  St.  P.,  57 
I.  C.  C.  739,  and  related  cases. 


RATE  ON  OAK  STAVES 

In  a  report  to  the  Commission  on  No.  11482,  Lewis  Werner 
Stave  Co.  vs.  Beaumont  Sour  Lake  &  Western,  Director-General 
it  al.,  Examiner  F.  E.  Early  has  recommended  a  holding  that 
e  rate  of  19  cents  on  split  oak  staves  from  Galveston  to  New 
•leans,    for   export,    was    not   unreasonable    nor   unduly    preju- 
dicial; that  the  rate  from  Texas  City  was  unreasonable  and  that 
the  rates  from   Kirbyville,  Milvid  and  Bronson,  Tex.,  were  not 
unreasonable  but  unduly  prejudicial. 

Seventy-one  carloads  of  such  staves,  shipped  in  the  period 

from   October  18,   1918,   to  December   3,   1919,  from   Texas  City, 

lalveston,  Kirbyville,  Milvid  and  Bronson,  Tex.,  to  New  Orleans, 

>r  export,  were  involved  in  the  complaint,  the  allegation  being 

that  the  rates  were  unreasonable  and  unduly  prejudicial.     The 

rates  from   Galveston.   Kirbyville,  Milvid  and  Bronson   were   19 

rents;    from   Texas  City  the   Class  D   rate  of  34   cents  was  im- 

>osed.     Eighteen  of  the  shipments  from  Texas  City  were  under- 

harged  8.5  cents,  and  one  15  cents  per  hundred  pounds.     One 

far  from  Milvid  was  overcharged  one  cent    In  view  of  the  con- 


clusions in  this  report  the  examiner  said  the  defendants  should 
waive  collection  of  the  undercharges  and  promptly  refund  the 
overcharges. 

The  shipments  from  Galveston  and  Texas  City  consisted  of 
staves  originally  shipped  from  the  interior  to  those  ports  for 
export.  Ocean-going  tonnage  was  not  available  at  Galveston  or 
Texas  City  so  the  staves  were  reshipped  to  New  Orleans.  The 
principal  witness  for  the  defendants  said  that  it  was  unusual 
to  apply  class  rates  on  this  traffic;  that  Texas  City  and  Galves- 
ton should  be  upon  a  parity  with  New  Orleans  and  that  the  class 
rate  applicable  from  Texas  City  was  indefensible  to  the  extent 
that  it  exceeded  the  rate  concurrently  maintained  from  Galveston. 

The  holding  recommended  with  regard  to  shipments  from 
Texas  City  was  that  it  was  unreasonable  to  the  extent  that  It 
exceeded  19  cents;  that  19  cents  plus  the  increase  authorized  In 
Ex'Parte  No.  74  will  be  a  reasonable  rate  from  Texas  City  to 
New  Orleans  in  the  future.  The  finding  with  regard  to  rates 
from  Kirbyville,  Kilvid  and  Bronson  is  that  they  will  be  unduly 
prejudicial  to  the  extent  of  their  excess  over  rates  contempo- 
raneously in  effect  on  like  traffic  for  equal  or  greater  distances 
to  New  Orleans  from  points  on  the  Southern  Pacific  lines. 


PIG  LEAD  FOR  EXPORT 

A  finding  of  unreasonableness  and  inapplicability  of  the  rate 
assessed  and  an  award  of  reparation  have  been  recommended  by 
Examiner  Lawrence  Satterfield  in  a  proposed  report  on  No.  11725, 
Mitsui  &  Co.  vs.  C.  B.  &  Q.,  Director-General,  et  al.,  as  to  a  ship- 
ment of  pig  lead  from  Granby,  Mo.,  to  Seattle,  for  export  to 
Japan  on  July  22,  1918.  He  thinks  the  rate  of  $1.575  should  not 
have  been  applied  because  there  was  a  combination  of  $1.38,  com- 
posed of  $1.10  to  Sweeny,  Ida.,  and  $5.60  per  net  ton  beyond. 

Satterfleld  thinks  the  applicable  rate  was  unreasonable  be- 
cause and  to  the  extent  that  it  exceeded  the  export  rate  of  94 
cents  applicable  via  San  Francisco.  The  shipment  was  sent  via 
Seattle  because  the  complainant  thought  the  export  rate  applied 
via  all  the  Pacific  ports.  Satterfleld  said  that  the  custom  of  the 
carriers  was  to  apply  the  same  rate  via  all  the  ports  and  that 
no  satisfactory  explanation  had  been  made  as  to  why  there  was 
an  exception  in  this  instance. 


LUMBER,  MOBILE   TO  CHATTANOOGA 

An  order  of  dismissal  has  been  recommended  by  Examiner 
John  T.  Money  in  a  tentative  report  on  No.  11844,  Ingram-Day 
Lumber  Co.  vs.  L.  &  N.  et  al.,  on  a  finding  that  the  rates  from 
Mobile,  Ala.,  to  Chattanooga,  Tenn.,  on  thirteen  carloads  of  lum- 
ber shipped  in  January,  1919.,  were  not  unreasonable  or  unduly 
prejudicial,  although  they  were  higher  than  the  rates  via  other 
routes,  open  to  the  complainant.  The  lumber  company  contended 
they  were  unreasonable  and  unduly  prejudicial  to  the  extent  they 
exceeded  the  rates  via  the  Southern  and  Mobile  &  Ohio. 

The  Louisville  &  Nashville,  which  defended  the  case,  said 
that  it  had  always  foregone  traffic  from  Mobile  except  at  the 
higher  rates  on  its  rails  because  it  had  contended  with  the  South- 
ern and  the  Mobile  &  Ohio  that  the  rates  established  by  them  were 
too  low.  The  examiner  came  to  the  conclusion  that  the  com- 
plainant had  chosen  the  higher  rated  route  because  it  preferred 
the  better  facilities  at  the  L.  &  N.  wharf.  In  the  absence  of  a 
showing  that  the  rates  via  the  higher  priced  route  were  un- 
reasonable in  and  of  themselves,  the  comparison  with  the  other 
routes  was  of  no  value. 


RATES  ON  TEA  WASTE 

In  a  proposed  report  on  No.  11431,  Monsanto  Chemical  Works 
vs.  Southern  Pacific,  Director-General,  et  al.,  Examiner  H.  W. 
Archer  has  recommended  that  rates  on  carload  shipments  of  tea 
waste  from  San  Francisco,  Vancouver  and  New  York  to  St. 
Louis,  subsequent  to  June  25,  1918,  be  held  unreasonable  to  the 
extent  that  they  exceeded  subsequently  established  rates  of  61 
cents  from  New  York  to  San  Francisco  and  $1.40  from  the  Pa- 
cific ports  to  the  same  destination. 

Tea  waste  is  used  in  making  caffeine.  It  is  composed  of  the 
sweepings  from  tea  sorting  and  packing  houses  In  China  and 
Japan.  It  is  worth  about  2.5  cents  a  pound  in  China  and  about 
4  cents  in  Japan.  Prior  to  the  abolition  of  Import  rates  on 
June  25,  1918,  the  rate  from  New  York  to  St.  Louis  was  27  cents 
and  $1  from  the  Pacific  ports.  Cancellation  of  the  import  rates 
left  $1.16  in  effect  from  New  York  and  $3.565  from  the  Pacific 
ports.  When  the  rates  finally  became  stabilized  they  stood  at  61 
cents  and  $1.40  to  the  basis  of  which  rates  reparation  will  be 
made  if  Archer's  recommendation  is  followed.  Several  attempts 
to  make  a  more  satisfactory  adjustment  were  made  before  the 
61  and  $1.40  rates  were  made  operative,  so  the  reparation,  if 
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ordered,  will  be  made  for  varying  amounts  on  the  different  sbip- 

?I>The  report  also  covers  Sub.  No.  1,  Same  vs.  Canadian  Pacific; 
and  No.  11435,  Same  vs.  Wabash  et  al. 

RATE   ON   CRUDE   SULPHUR 

A  minimum  of  $15  a  car  on  crude  sulphur  from  Bryan- 
mound,  Tex.,  to  docks  near  Frecport,  Tex.,  has  been  recom- 
mended for  condemnation  by  Examiner  F.  E.  Early  in  a  tenta- 
tive report  on  No.  11260,  Freeport  Sulphur  Co.  vs.  Director-Gen- 
eral. The  Houston  &  Brazos  Valley  imposed  the  charge  of  $15 
per  car  on  traffic  from  June  25,  1918,  to  Jan.  9,  1919,  on  the 
theory  that  it  was  a  line  haul. 

Early  recommended  a  finding  of  unreasonableness  because 
and  to  the  extent  that  the  rate  exceeded  $5  per  car.  On  Janu- 
ary 9,  1919,  the  $15  rate  was  cut  to  $7.50  and  on  July  12,  1919, 
a  rate  of  $5  became  operative. 

The  complainant  owns  and  leases  to  the  Brazos  v  alley,  wit) 
out  consideration  other  than  maintenance,  2.07  miles  of  track 
extending  to  the  docks  from  a  point  of  connection  with  the 
Bryanmound  branch  at  the  southern  edge  of  Freeport. 
owned  the  cars  in  which  the  traffic  in  question  was  handled. 
It  maintained  those  cars  and  received  neither  mileage  nor  any 
other  allowance.  As  further  help  for  the  Houston  &  Brazos 
Valley,  the  sulphur  company  leased  a  switch  engine  to  the  rail- 
road company  at  a  rental  of  $10  a  year.  The  railroad  company, 
however,  maintained  the  engine.  The  traffic  moved  a  distance  of 
5.3  miles  so  that  some  of  the  tracks  owned  by  the  railroad  com- 
pany were  required  for  the  delivery  of  sulphur  from  the  mines 
to  the  loading  dock. 

The  complainant  contended  that  Bryanmound  and  the  load- 
ing dock  were  in  the  same  switching  district.  It  directed  at- 
tention to  the  fact  that  throughout  federal  control,  there  was 
a  Texas  intrastate  switching  rate  of  $6.50  per  car  involving 
much  more  service  than  was  rendered  by  the  Houston  &  Brazos 
Valley  for  the  sulphur  mining  company. 

Examiner  Early  said  that  the  question  of  whether  it  was  a 
switching  or  line-haul  movement  was  of  no  relevancy  because 
the  issue  was  as  to  whether  the  charges  of  $7.50  and  $15  were 
reasonable.  In  support  of  the  $7.50  and  $15  charge  the  H.  &  B.  V. 
filed  exhibits  purporting  to  show  that  the  cost  of  the  service 
was  $10.69  in  1918,  and  $38.05  in  1919.  In  arriving  at  these 
figures  the  railroad  company  first  allocated  to  the  Bryanmound 
branch  and  the  Freeport-docks  spur  a  straight  mileage  propor- 
tion of  maintenance  of  way  and  structure,  traffic  and  general 
expenses  and  rent  for  locomotives  for  the  entire  line  of  the 
Brazos  Valley.  The  defendant  also  allocated  to  the  sulphur 
mine  service  the  proportion  of  expenses  so  assigned  to  that 
branch,  which  complainants'  shipments  constituted  of  the  total 
movement  from  or  to  that  point.  The  H.  &  B.  V.  also  assigned 
to  the  Bryanmound-Freeport  dock  track  the  entire  amount  ex- 
pended for  superintendence,  maintenance  of  yard  locomotives 
and  yard  transportation  and  then  apportioned  the  aggregate  of 
these  expenses  to  the  complainants'  traffic  on  the  basis  of  cars 
handled. 

The  examiner  said  the  fundamental  error  in  those  exhihits 
was  that  no  separation  was  made  as  between  the  operating  ex- 
penses incident  to  passenger  and  freight  service.  He  said  that 
it  did  not  seem  proper  to  allocate  to  the  5.3  miles  of  track  used 
in  the  complainant's  service  a  straight  mileage  pro  rate  of 
maintenance  of  way  and  structures  because  the  small  depot  at 
Bryanmound  was  the  only  structure  on  that  branch,  whereas  on 
the  remaining  25  miles  of  its  line  the  Brazos  Valley  maintains  an 
expensive  bridge  over  the  Brazos  River  and  7  stations,  Including 
the  one  which  it  operates  jointly  with  the  International  &  Great 
Northern  at  Anchor,  Tex.,  nor  could  the  examiner  see  why  any 
part  of  the  rental  of  engines  should  be  charged  to  the  sulphur 
mine  company  inasmuch  as  it  furnished  an  engine  for  the  rail- 
road company  at  a  cost  of  $10  a  year.  The  large  increase  in 
cost  in  1919,  he  said,  was  due  to  the  fact  that  only  425  cars 
were  handled  because  ships  could  not  be  induced  to  come  to 
Freeport  in  as  large  numbers  as  in  1918  and  prior  years.  In  1918 
1,273  cars  were  handled,  while  only  435  cars  were  transported  in 
1919. 

Early  recommended  reparation  down  to  the  $5  rate. 

RATE  ON  ICE 

In  a  tentative  report  on  No.  11263,  Consumers  Ice  Company 
et  al.  vs.  Pere  Marquette,  Director-General,  et  al.,  Examiner  F.  H. 
Barclay  has  recommended  a  holding  that  a  rate  of  70  cents  per 
net  ton  on  intrastate  shipments  of  ice  from  Ramona  Lake  and 
Moon  Lake  to  Grand  Rapids,  Mich.,  from  June  25,  1918,  to 
August  23,  1919,  was  unreasonable  to  the  extent  that  it  exceeded 
>0  cents  a  ton,  and  that  reparation  should  be  made. 

RATES  ON   WOOD   PULP 

Examiner  E.   L.   Gaddess   has   recommended   the   dismissal 

United  Paperboard  Company,  Inc.,  vs.  Canadian 

Railways  et  al.,  on  a  holding  that  the  Commission  has 

jurisdiction   over  joint  through   rates   on  wood   pulp   from 

timi,  Vaijalh^rt  and    Ha    Ha    Bay    Junction,    Quebec,    to 

The  examiner  said  the  complaint  did  not  attack 


the  reasonableness  of  the  joint  rate  covering  the  haul  within 
the  United  States,  but  the  joint  rate  covering  the  haul  in  Canada 
and  in  the  United  States. 

The  dismissal,  however,  does  not  mean  that  the  complainant 
has  lost.  On  the  contrary,  it  has  won.  The  attack  was  on  a 
rate  that  involved  a  fourth  section  violation,  within  the  United 
States.  The  violation  is  protected  by  a  fourth  section  order 
which  expires  March  1.  Examiner  Gaddess  recommended  an 
admonition  to  the  carriers  in  the  United  States  that  they  line 
up  the  rate  so  as  to  remove  a  fourth  section  violation  within  ' 
the  United  States. 


RATES  ON  VENEER,  ETC. 

Following  "Rates  on  Lumber  and  Lumber  Products,  52 
I.  C.  C.,  598,  Attorney-Examiner  William  A.  Disque,  in  a  tenta- 
tive report  on  No.  11125,  Algoma  Panel  Company  et  al.  vs. 
Director-General,  Ahnapee  &  Western,  et  al.,  involving  carload 
rates  en  veneer  and  built-up  wood  from  points  in  Wisconsin  to 
points  in  official  classification  territory,  recommends  that  the 
rates  be  found  unreasonable  as  compared  with  rates  from  and 
to  the  same  points  on  lumber. 

The  complainants  alleged  that  the  rates  on  the  commodi- 
ties involved  from  various  manufacturing  points  in  Wisconsin 
to  points  in  official  classification  territory  were  unreasonable 
and  unduly  prejudicial  as  compared  with  rates  on  lumber  and 
articles  taking  lumber  rates  from  and  to  the  same  points  and 
asked  the  establishment  of  fixed  relationships  between  lumber 
and  the  commodities  named  on  the  bases  indicated  in  Rates 
on  Lumber  and  Lumber  Products,  namely,  unfigured  veneer 
made  from  common  woods,  lumber  rates;  figured  veneer  or 
veneer  made  from  woods  of  value,  15  per  cent  over  lumber 
rates;  built-up  wood,  made  with  unfigured  veneer  or  with 
veneer  of  common  woods,  10  per  cent  over  lumber  rates;  and 
built-up  wood  made  with  figured  veneer  or  with  veneer  of  woods 
of  value,  15  per  cent  over  lumber  rates. 

At  the  time  of  the  decision  in  the  case  cited,  the  carriers 
were  under  federal  control,  and  the  Director-General  not  being 
a  party,  no  order  was  entered  and  the  conclusions  reached  were  [ 
not  generally  given  effect,  Mr.  Disque  said. 

The  evidence  of  the  complainants  was  similar  to  that  of- 
fered in  Rates  on  Lumber  and  Lumber  Products,  he  said,  and 
was  intended  to  support  the  findings  there  made. 

"No  good  reason  appears  for  considering  it  in  detail,"  said 
he.  "Suffice  it  to  say  that  the  present  rates  are  chaotic;  that 
it  is  impossible  to  find  any  definite  line  of  demarkation  between 
veneer  and  thin  lumber;  that  there  is  an  extensive  overlapping 
of  carload  values  and  carload  weights,  respectively,  as  among 
veneers,  built-up  wood,  and  articles  handled  at  the  lumber 
rates;  and  that  there  is  no  great  difference  in  the  strictly 
transportation  conditions  surrounding  the  movement  of  the 
several  commodities  named." 

Adoption  of  the  relationships  sought  would  entail  many 
substantial  reductions,  Mr.  Disque  said.  Moreover,  if  the  rates 
from  Wisconsin  fall,  he  pointed  out,  they  would  carry  with 
them  rates  from  many  intermediate  points  in  Michigan. 

"Except  for  the  increases  authorized  in  Increased  Rates, 
1920,"  he  said,  "the  bases  sought  by  complainants  would  result 
in  lower  rates  than  were  in  effect  prior  to  June  25,  1918,  and 
the  traffic  would  bear  no  part  of  the  increases  provided  for  in 
the  Director  General's  General  Order  No.  28. 

"This  record  standing  alone  does  not  warrant  the  relief 
sought.  However,  the  record  in  Rates  on  Lumber  and  Lumber 
Products,  supra,  was  convincing  that  uniform  and  consistent 
relationships  were  needed  to  correct  and  avoid  injurious  dis- 
criminations and  to  properly  distribute  transportation  costs. 
The  investigation  was  very  extensive,  all  interests  were  fully 
heard,  and  it  was  believed  that  the  relationships  there  pre- 
scribed represented  a  solution  of  the  difficulty  as  satisfactory 
"rom  a  broad  and  constructive  standpoint  as  could  be  expected 
under  all  the  circumstances.  If  the  Commission  is  to  continue 
the  efforts  there  begun,  the  appropriate  action  here  is  to  find 
that  the  rates  assailed  are  unreasonable  to  the  extent  that  they 
exceed  rates  made  on  the  bases  already  prescribed.  The  case 
cited  was  followed  in  Anderson-Tully  Co.  vs.  I.  C.  R.  R.  Co.,  , 
53  I.  C.  C.,  5,  involving  rates  on  built-up  gumwood  from  Mem- 
phis, Tenn.,  and  Cedars,  Miss.,  to  western  trunk  line  and  offi- 
cial classification  territories." 


RATES  ON  GASOLINE 

Dismissal  of  the  complaint  in  No.  11354,  Producers'  Refining 
Company  vs.  Director-General  as  agent,  Gulf,  Colorado  &  Santa  < 
Fe,  et  al.,  is  recommended  by  Examiner  John  B.  Keeler  on  a 
proposed  finding  that  rates  on  gasoline  from  Gainesville,  Tex.,  1 
to  Kassel,  Avondale   and  Westwega,   La.,  for  export,  were  not  ' 
shown  to  have  been  unreasonable  and  that  the  complainant  was 
not  shown  to  have  been  damaged  by  undue  prejudice  alleged.  , 
It  was  alleged   that  the   domestic   rates   charged   on   numerous 
carload  shipments  of  gasoline   between   September  28   and   Oc- 
tober  21,   1918,   were    unreasonable    and    unduly   prejudicial    in 
comparison  with  the  contemporaneous  export  rates  from  Okla- 
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homa  refining  points.  The  case  was  bused  on  the  cancellation 
\port  rates  from  Gainesville  under  O.  O.  No.  28,  while  from 
Oklahoma  and  Kansas  points  the  export  rates  Increased  25  per 
cent  were  allowed  to  remain  in  effect.  The  examiner  said 
win  ii  i ho  specific  increase  of  4.5  cents  was  substituted  for  the 
perei'inago  increase  on  petroleum  and  petroleum  products,  the 
resulting  rates,  effective  August  1,  191X,  from  Gainesville,  were 
ill.:,  mils  to  Kassel  and  37.5  cents  to  Avondale  and  Westwego. 
Subsequently  the  contemporaneous  export  rate  from  Oklahoma 
points  of  24.5  cents  was  established  from  Gainesville  to  New 
Orleans  rate  points  and  the  complainant  asked  reparation  to 
that  basis.  The  present  export  rate  is  33  cents  and  is  satis- 
factory to  the  complainant,  the  examiner  said.  The  record  dis- 
closed that  the  export  rates  from  Oklahoma  were  depressed  by 
[.eiiiion,  the  examiner  said,  and  that  the  fact  that  the  rate 
••keel  was  subsequently  reduced  to  the  depressed  basis  does 
iioi  warrant  an  award  of  reparation. 


SHIPPING  BOARD  POLICIES 

The   Traffic   World   Washington  Bureau 

Reports  from  St.  Augustine  are  to  the  effect  that  President- 
elect Harding  believes  the  government  should  get  out  of  the  ship- 
owning  and  ship-operating  business  as  soon  as  possible  and  that 
an  executive  department  instead  of  the  U.  S.  Shipping  Board 
might  handle  the  government's  shipping  affairs  to  better  advan- 
tage than  the  board.  A  definite  policy  with  regard  to  Shipping 
Board  affairs  is  expected  to  be  put  into  effect  by  the  new  Presi- 
dent. It  is  understood  he  has  given  little  attention  to  the  mat- 
ter of  appointments  on  the  new  board. 

It  is  understood  that  Commissioner  Frederick  I.  Thompson 
of  Mobile,  Ala.,  one  of  the  Democratic  members  of  the  board,  has 
the  support  of  Senator  Underwood,  minority  leader  of  the  Sen- 
ate, for  appointment  on  the  new  board.  Others  who  are  being 
mentioned  for  appointment  are  Frank  C.  Munson  of  New  York; 
J.  H.  Rosseter  of  California,  former  director  of  operations  of  the 
board;  John  Barton  Payne,  former  chairman  of  the  board;  Homer 
L.  Ferguson  of  Newport  News,  Va.,  shipbuilder,  and  former  Rep- 
ntative  Humphrey  of  Washington,  who  has  the  support  of 
Senator  Jones  of  the  Senate  commerce  committee.  As  President- 
elect Harding,  however,  has  not  conferred  with  Senator  Jones 
or  Representative  Edmunds  of  the  House  committee  on  the  mer- 
chant marine  and  fisheries,  it  is  believed  the  matter  of  Shipping 
Board  appointments  will  be  taken  up  after  he  takes  office  March  4. 


SHIPPING  BOARD  INVESTIGATION 

The  Traffic   World   Washington  Bureau 

The  House  Select  Committee  that  has  been  investigating  the 
affairs  of  the  Shipping  Board  has  concluded  its  hearings.  It 
will  submit  a  report  later.  The  investigation  was  begun  eighteen 
months  ago  and  extended  hearings  were  held,  principally  at  New 
York.  Many  charges  and  counter-charges  were  made  before  the 
board  as  to  alleged  mismanagement  and  misconduct  of  the  affairs 
of  the  board. 

At  the  conclusion  of  its  hearings  February  19,  the  commit- 
tee issued  a  statement  exonerating  R.  W.  Boiling,  brother-in-law 
of  President  Wilson  and  treasurer  of  the  Shipping  Board,  of 
having  participated  in  a  bribe  of  $40,000  alleged  by  Tucker  K. 
Sands,  formerly  a  Washington  (D.  C.)  banker,  to  have  been  paid 
by  the  Downey  Shipbuilding  Corporation  in  connection  with  the 
awarding  of  a  contract.  Boiling  and  officials  of  the  corporation 
some  time  ago  denied  Sands'  charges. 

"The  members  of  the  Select  Committee  on  United  States 
Shipping  Board  operations  are  of  the  opinion  that  R.  W.  Boiling 
is  not  guilty  of  soliciting  or  accepting  any  bribe,  gift,  or  gratuity 
as  charged  by  T.  K.  Sands  in  relation  to  the  Downey  Shipbuild- 
ing Corporation  contract,"  said  the  statement  issued  by  Chair- 
man Walsh  of  the  committee. 

John  Barton  Payne,  secretary  of  the  interior  and  Director 
General  of  Railroads,  formerly  chairman  of  the  Shipping  Board, 
was  the  final  witness  to  appear  before  the  committee.  He  ex- 
pressed the  opinion  that  the  affairs  of  the  board  should  be  placed 
in  the  hands  of  one  man,  whereas  the  merchant  marine  act  pro- 
vides for  a  board  of  seven  members.  He  also  disagreed  with 
that  part  of  the  merchant  marine  act  directing  the  President  to 
abrogate  commercial  treaties  which  stand  in  the  way  of  the 
United  States  giving  preferential  treatment  to  American  ship- 
ping or  discriminatory  treatment  to  foreign  shipping.  It  was 
this  part  of  the  law — Section  34 — which  President  Wilson  held 
in  effect  was  an  invasion  of  his  treaty-making  powers  and  which 
he  therefore  declined  to  enforce. 

"There  was  no  system  of  accounting,  no  knowledge  of  opera- 
tion, nobody  to  oversee  routine  while  those  in  charge  were  stump- 
ing the  country,"  said  Mr.  Payne,  referring  to  the  tangle  into 
which  the  accounting  affairs  of  the  board  got  during  the  war 
period.  "No  executive  could  devote  his  time  to  building  up  en- 
thusiasm and  constructing  a  workable  organization  at  the  same 
time.  Mr.  Hurley  (former  chairman  of  the  board)  was  the 
greatest  man  that  could  have  been  picked  for  the  job.  It  was 
his  task  to  create  enthusiasm,  to  sell  shipbuilding  to  the  coun- 
try as  a  war  measure  and  he  did  It." 


Mr.  Payne  said  he  found  the  accounting  system  of  the  board 
in  bad  shape  when  he  took  charge  and  that  he  had  tak«  steps 
to  correct  It.  It  was  his  view  that  American  passenger  liners 
must  be  permitted  to  sell  intoxicating  liquors  outside  the  Amer- 
ican three-mile  limit  If  they  are  to  compete  successfully  with 
foreign  ships.  He  also  said  the  government  could  not  compete 
with  privately  owned  ships.  As  to  charges  of  favoritism  by  the 
board  In  the  allocation  of  government  ships,  he  said  some  of  the 
larger  shipping  concerns  were  displeased  because  they  did  not 
get. all  the  tonnage  they  asked  for. 

Admiral  Benson,  chairman  of  the  United  States  Shipping 
Board,  testifying  before  the  House  committee  investigating  the 
affairs  of  the  Shipping  Board,  said  the  Board  would  have  to  adopt 
a  bare  boat  charter  plan  for  the  operation  of  its  vessels.  Many 
shipowners  have  been  advocating  the  adoption  of  such  a  plan, 
claiming  it  would  result  in  economies  in  the  operation  of  the 
government  ships. 

Further  reductions  in  the  expenses  of  the  Board  must  be 
made,  the  Admiral  said.  He  estimated  that  adoption  of  a  bare 
boat  charter  plan,  In  the  place  of  the  commission  plan  now  In 
effect,  would  permit  savings  of  from  $17,000,000  to  $18,000,000  a 
year,  which  represents  the  Board's  present  overhead  in  the  opera- 
tion of  its  ships. 

A  large  number  of  purchasers  of  the  Board's  ships  are  delin- 
quent in  their  payments,  the  chairman  said,  but  he  did  not  think 
the  government  would  lose  on  the  sales  in  the  long  run.  Negotia- 
tions for  the  sale  of  the  wood  ships  have  been  started,  he  said, 
and  the  purchasers  probably  will  be  foreign  interests  because 
the  ships  are  not  adapted  for  use  in  American  waters.  He  said 
they  could  be  used  in  the  Mediterranean  or  Black  Sea  trades, 
or  in  the  Orient. 

Admiral  Benson  said  that  in  the  course  of  time  it  might  be 
necessary  to  reduce  the  prices  of  the  Board's  ships  materially. 

VESSELS   FOR   PACIFIC   SERVICE 

The   Traffic   World   Washington  Bureau 

Representatives  of  the  ports  of  Seattle,  Portland,  Astoria, 
San  Fransico,  and  Los  Angeles  appeared  before  the  Shipping 
Board  Feb.  21,  at  the  hearing  on  the  question  of  the  board  allo- 
cating additional  vessels  for  service  in  trade  routes  between 
Pacific  coast  ports  and  the  Orient.  The  board  has  available 
for  allocation  ten  535-foot  passenger-cargo  vessels  and  from 
three  to  five  slightly  smaller  vessels.  The  requests  for  tonnage 
by  the  Pacific  coast  ports  far  exceeded  the  amount  available. 

E.  F.  Blaine,  appearing  for  the  Seattle  Chamber  of  Com- 
merce, told  the  board  that  If  the  American  merchant  marine 
was  to  be  a  success  the  United  States  must  match  ship  for 
ship— and  then  do  a  little  better  than  that— the  shipping  of 
Canadian  and  Japanese  interests.  He  spoke  of  the  facilities 
of  the  port  of  Seattle  for  handling  a  large  volume  of  ocean 
freight,  saying  the  port  had  piers  to  accommodate  at  least  100 
of  the  largest  vessels  that  are  in  service  on  the  Pacific.  He 
said  the  piers  were  the  most  modern  in  the  world  and  that  the 
port  had  spent  many  millions  of  dollars  to  care  for  foreign 
trade. 

"I  don't  believe  American  boats  are  going  to  be  success- 
ful with  soft  drinks,  prayer  books,  and  hymn  books,"  said  he, 
referring  to  the  "dry"  order  against  the  sale  of  intoxicating 
liquors  on  American  ships.  "I  am  not  a  drinking  man,  but  I 
would  not  go  on  a  long  trip  on  the  high  seas  on  a  dry  vessel." 

"We  must  match  the  Canadians  and  the  Japanese  at  every 
point,"  he  continued,  explaining  that  the  Japanese  were  put- 
ting in  service  a  fast  vessel  superior  in  tonnage  to  the  largest 
American  vessels,  and  that  the  Canadian  Pacific  planned  to  put 
in  service  on  the  Pacific  a  20,000  ton  vessel. 

On  the  average,  however,  he  said,  the  American  vessels 
would  line  up  to  better  advantage  than  the  foreign  ships.  Ad- 
miral Benson  asked  what  objection  there  was  to  the  board's 
new  passenger-cargo  liners,  which  will  be  placed  in  the  Pacific 
trade.  Mr.  Blaine  said  he  was  not  in  a  position  to  make  a 
comparison  as  to  those  ships  and  Chairman  Benson  said  the 
only  objection  he  saw  was  that  too  much  had  been  spent  on 
"comfort." 

On  the  allocation  of  the  new  ships  or  in  the  matter  of  re- 
allocation  of  Shipping  Board  vessels,  Mr.  Blaine  asked  that  the 
board  give  the  port  of  Seattle  enough  vessels  to  meet  the  com- 
petition of  the  Japanese  and  the  Canadians. 

"When  Russia  comes  into  her  own  again  and  China  gets 
a  stable  government,"  said  he,  "the  traffic  of  today  will  be 
slight  indeed  as  compared  with  what  it  will  be  then." 

Questioned  as  to  the  allocation  of  vessels  to  the  smaller 
ports,  he  said  he  believed  that  foreign  competition  should  be 
met  first  at  the  large  ports.  After  that  had  been  done,  he  said, 
attention  could  be  given  to  the  smaller  ports. 

H.  L.  Hudson,  traffic  manager  of  the  Portland  Chamber  of 
Commerce,  told  of  that  port's  activities  in  the  solicitation  of 
foreign  business  and  of  its  facilities  to  handle  ocean  freight. 
Business  interests  are  developing  agencies  in  foreign  countries 
and  every  effort  is  being  put  forth  to  encourage  the  develop- 
ment of  shipping,  he  said.  The  port  has  an  ocean  terminal  at 
which  17  steamers  can  be  handled  at  one  time,  he  said.  The 
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port  also  is  in  a  position  to  develop  passenger  traffic,  he  said. 
He  asked  that  at  least  two  of  the  535-foot  passenger-cargo  ves- 
sels be  allocated  for  service  out  of  Portland 

R  D  Pinneo.  traffic  manager  of  the  port  of  Astoria,  aske 
for  two  of  the  large  passenger-cargo  ships.  He  took  occasion 
o  say  that  he  believed  the  people  of  the  Columbia  river  could 
make  a  success  of  "dry"  ships.  He  said  he  believed  there  was 
a  "different  class  of  people"  in  the  Columbia  river  distnct  than 
in  Seattle,  referring  to  Mr.  Elaine's  remarks  m  that  connec- 
tion His  statement  brought  considerable  laughter. 

J  A  Emery,  appearing  for  the  Chamber  of  Commerce  ot 
San  Francisco  indorsed  what  Mr.  Elaine  said  with  regard  to 
the  success  of  American  operation  depending  on  the  privilege 
of  having  intoxicating  liquor  on  board  ship. 

"I  think  the  ships  ought  to  be  dry  but  not  necessarily  the 
passengers,"  said  he. 

Mr.  Emery  said  the  American  passenger  service  was  not 
adequate  out  of  San  Francisco— that  out  of  a  total  of  57,00 
passengers  in  the  last  year,  33,000  were  carried  in  foreign  ships. 
He  also  urged  the  development  of  regular  express-passenger 
service  The  Shipping  Board  tonnage  now  in  service  out  of 
the  port  should  not  be  reduced,  he  said,  asking  for  one  of  the 
large  passenger-cargo  vessels  and  several  other  vessels  in  ad- 
dition to  what  has  been  allocated  heretofore.  He  said  the 
Chamber  of  Commerce  felt  that  in  routes  established  by  the 
Pacific  Mail  Steamship  Company  the  board  should  not  allocate 
vessels  to  other  companies  which  would  compete  with  the 
Pacific  Mail  which  he  said  had  done  and  was  doing  much 
pioneer  work  in  developing  new  routes  to  the  Orient. 

R.  B.  Armstrong  made  a  brief  statement  in  behalf  of  the 
Chamber  of  Commerce  of  Los  Angeles.  He  said  the  position 
of  the  Chamber  was  that  the  board  should  develop  all  the 
Pacific  coast  ports,  including  that  of  Los  Angeles,  to  the  end 
that  a  condition  would  not  develop  on  the  Pacific  coast  as  ex- 
isted at  New  York  during  the  war,  because  of  congestion  of 
traffic. 

L.  W.  Luellen,  representing  F.  H.  Ely  and  other  business 
men  of  Los  Angeles  who  are  interested  in  the  development  of 
trade  routes  out  of  the  port  of  Los  Angeles,  submitted  a  plan 
under  which  the  board  would  sell  its  large  vessels  at  a  max- 
imum price  of  $5,000,000,  the  definite  price  to  be  fixed  in  not 
more  than  five  years  after  the  date  of  sale.  The  interests  rep- 
resented by  Mr.  Luellen  desire  to  buy  five  of  the  large  vessels 
of  the  board  on  that  basis.  They  believe  that  under  such  a 
plan  the  ultimate  purpose  of  the  merchant  marine  act  of  bring- 
ing about  private  ownership  of  the  board's  vessels  could  be 
attained.  He  pointed  out  that  Los  Angeles  has  spent  millions 
of  dollars  on  its  port  and  that  its  geographical  location,  rail- 
road facilities,  business  interests,  the  Army  and  the  Navy  re- 
quirements demand  a  permanent  trans-Pacific  passenger  and 
freight  service  from  Los  Angeles. 

Admiral  Benson  asked  that  data  be  submitted  to  the  board 
as  to  prospective  tonnage  and  the  sections  of  the  interior  from 
which  the  port  would  get  freight. 

Several  times  in  the  course  of  the  hearing  Commissioner 
Teal  expressed  himself  as  opposed  to  the  present  plan  under 
which  the  board  allocates  its  vessels  to  operators.  He  said  it 
was  difficult  for  him  to  see  how  any  American  citizen  would 
put  his  money  in  the  private  operation  of  ships  as  long  as 
operators  could  get  Shipping  Board  vessels  without  a  cent  of 
expense  and  without  any  risk  whatever,  and  be  assured  a  per- 
centage of  the  gross  revenues.  He  said  it  was  difficult  to  recon- 
cile himself  to  that  kind  of  an  arrangement.  It  was  the  view 
of  the  Pacific  coast  representatives,  however,  that  in  the  in- 
terests of  a  permanent  American  merchant  marine  the  gov- 
ernment had  to  stand  some  loss  until  the  various  trade  routes 
had  been  developed  to  a  point  where  they  would  be  profitable 
for  entirely  private  ownership  and  operation.  They  said  the 
establishment  of  services  by  the  board  had  developed  a  large 
volume  of  foreign  trade  for  American  ships. 

The  hearing  was  held  by  the  board  under  the  provisions  of 
the  merchant  marine  act  directing  it  to  establish  trade  routes 
and  place  vessels  therein,  where  such  action  would  develop  the 
American  merchant  marine. 

The  attitude  taken  by  Commissioner  Teal  of  the  Shipping 
Board  toward  the  agency  agreement  under  which  the  board  has 
been  allocating  Shipping  Board  vessels  to  operators,  gave  further 
impetus  to  the  bare  boat  charter  plan.  Under  that  plan  the  board 
would  be  relieved  of  all  overhead  costs  in  the  operation  of  the 
government  ships  and  the  operator  would  pay  a  net  sum  to  the 
board  for  the  use  of  a  vessel. 

Admiral  Benson,  chairman  of  the  board,  after  the  hearing 

on  the  allocation  of  ships  from  Pacific  coast  ports  to  ports  in  the 

Orient,  called  attention  to  the  position  of  Commissioner  Teal. 

f  regarded  the  points  brought  out  by  the  commissioner  as  the 

most  important  phase  of  the  hearing.     Commissioner  Teal  also 

implified  his  position.    He  said  with  the  board  practically  giving 

operators  the  board's  ships  under  the  present  plan  and  assuming 

11  operating  costs,  no  one  would  invest  money  in  the  board's 

Referring    specifically    to    the    Pacific    Mail    Steamship 

Company  of  San  Francisco,  which,  he  said,  was  asking  for  eight 

»  with  a  total  value  of  approximately  $50,000,000,  he  said  the 
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allocation  of  those  vessels  to  that  company  under  the  present 
plan  would  give  that  company  a  "hammerlock"  on  shipping  out 
of  Pacific  coast  ports.  This  would  be  enforced,  he  said,  when 
Section  28  of  the  merchant  marine  act  is  made  operative,  be- 
cause no  private  interests  would  be  in  a  position  to  put  up  the 
capital  to  compete  with  the  Pacific  Mail  which,  under  the  present 
plan,  he  said,  would  have  a  capital  investment  of  $50,000,000 
given  to  it,  and  foreign  vessels  would  be  at  a  disadvantage  be- 
cause they  could  not  benefit  by  preferential  rail  rates  on  car- 
goes carried  by  them. 

Admiral  Benson  said  there  was  no  question  but  that  the  board 
would  have  to  adopt  the  bare  boat  charter  plan.  It  is  regarded 
as  doubtful,  however,  whether  anything  can  be  done  by  the 
present  board  because  of  its  uncertain  tenure.  The  trend,  how- 
ever, among  shipping  interests  is  toward  the  bare  boat  charter 
plan  and  it  is  believed  that  the  new  Shipping  Board  will  take 
the  question  up. 

STEAMSHIP  REQUEST  DENIED 

The  Traffic   World   Washington  Bureau 

As  had  been  previously  indicated  by  statements  of  Admiral  | 
Benson,  chairman  of  the  Shipping  Board,  the  board,  late  Febru- 
ary 18,  issued  a  statement  denying  the  request  of  Harris  Liver- 
more  on  behalf  of  the  United  American  liines  and  the  Lucken- 
bach  lines,  that  Shipping  Board  tonnage  allocated  to  the  North 
Atlantic  and  Western  Steamship  Company  for  intercoastal  serv- 
ice be  withdrawn.  In  addition  to  that  decision  the  board  gave  out 
an  "administrative  ruling"  to  the  effect  that  it  would  not  com- 
pete with  established  services  of  private  lines. 

The  statement  as  to  the  North  Atlantic  and  Western  S.  S. 
Co.  follows: 

1.  Prior  to  June  5,  1920,  the  North  Atlantic  and  Western  Steam-  j 
ship  Company  had  established  and  was  operating  and  maintaining   a 
regular   service    between   Atlantic   and    Pacific    coast   ports    using   ves- 
sels  of   the  United   States   Shipping   Board   in   said   service,   and   said 
company   has   continued   and   regularly   maintained   said   service   since 
its   establishment. 

2.  At   the  time  said   service   was   established   the   North   Atlantic 
and  Western  Steamship  Company  was  the  only  line  operating  out  of 
the  port  of  Boston,  and  serving  said  port  and  contiguous  territory,  to 
Pacific  Coast  ports;    and   for  a  time   was   the   only  line   operating   be- 
tween Atlantic  Coast  ports  and  North   Pacific  Coast  ports. 

3.  A  discontinuance  of  said  line  and  service  would  only  be  justi- 
fied if  it  be   found   that  the   continued   maintenance   and  operation  of 
said   line   is   unbusinesslike   and   against    the   public    interest. 

4.  On  the- showing  made  no  such  finding  would  be  justified. 

5.  The    request    that    Shipping    Board    vessels    operated    by    said 
line  in  said  service  be  withdrawn,   is  denied. 

The  administrative  ruling  follows: 

Where  the  business  on  a  particular  trade  route  is  adequately 
served  by  persons,  citizens  of  the  United  States,  with  privately  owned 
ships  under  American  registry,  or  by  government  owned  ships  in  the 
hands  of  private  operators  under  reasonable  rates  and  conditions 
and  free  from  unjust  or  undue  discriminations  or  preferences,  it  Is 
the  policy  of  the  United  States  Shipping  Board  not  to  establish  or 
encourage  the  establishment  of  competing  service  on  such  route. 

Admiral  Benson  said  he  had  had  a  conference  with  W.  A. 
Harriman  of  the  United  American  Lines,  and  that  the  latter  had 
exhibited  "a  splendid  spirit  of  co-operation."  In  response  to  quer- 
ies as  to  whether  Mr.  Harriman's  recent  declarations  as  to  in- 
stituting a  rate  war  unless  Shipping  Board  tonnage  were  with- 
drawn from  the  intercoastal  trade  figured  in  the  conference,  Ad-i 
miral  Benson  said  Mr.  Harriman  desired  to  maintain  rates  and  i 
hold  operators  to  the  intercoastal  rate  agreement.  Some  oper- 
ators have  broken  this  agreement,  the  Admiral  said,  and  Mr. 
Harriman  protested  against  that. 


CARE  OF  THE  LEVIATHAN 

The   Traffic   World   Washington  Bureau 

Modification  of  the  contract  between  the  International  Mer- 
cantile Marine  and  the  Shipping  Board  for  the  care  of  the' 
Leviathan,  which  is  tied  up  in  New  York  harbor,  was  to  be. 
taken  up  in  a  conference  this  week,  Admiral  Benson  announced. 
The  board  is  paying  the  I.  M.  M.  $15,000  a  month  for  taking1 
care  of  the  vessel  and  desires  to  cut  this  expense,  if  possible. 
The  vessel  is  not  in  shape  for  use  and  a  considerable  expendi- 
ture will  be  required  to  recondition  it.  Neither  the  board  nor| 
private  shipping  interests  wish  to  undertake  reconditioning  at! 
this  time  because  of  the  financial  situation  and  the  depression! 
in  ocean  traffic.  When  traffic  picks  up  again,  however,  it  is! 
believed  that  the  board  will  either  put  the  vessel  into  servicej 
or  will  make  some  arrangements  with  private  operators  looking, 
to  that  end. 


ROOSEVELT  WANTS  VESSELS 

Kermit  Roosevelt,  of  the  Roosevelt  Steamship  Company,  has; 
submitted  a  request  to  the  Shipping  Board  for  the  allocation 
of  five  or  six  Shipping  Board  vessels  to  two  new  trade  routes 
which  he  proposes  to  establish.  Admiral  Benson,  chairman  of 
the  board,  said  he  could  not  make  the  details  of  plan  public 
at  the  present  time. 


t 
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RAILWAY  EXECUTIVES  TAKE  ACTION 

The  Association  of  Railway  Executives  at  its  meeting  in 
I'hicago,  February  18,  adopted  resolutions  condemning  the  re- 
(int'st  of  B.  M.  Jewell,  of  the  A.  F.  of  L.,  to  the  U.  S.  Railroad 
Labor  Board,  on  the  preceding  day,  that  the  Board  order  a  na- 
tional conference  between  the  railroads  and  representatives  of 
tlii-ir  labor.  The  resolutions  point  out  that  a  national  confer- 

e  would  make  it  necessary  to  Ignore  the  differing  needs  of  the 
varying  railroads  and  the  territories  which  they  serve,  which 
(linvrinj;  needs  have  been  the  mainstay  of  the  roads'  case  against 
ilir  rules  and  regulations  all  through  the  present  dispute. 

The  adoption  of  these  resolutions  was  preceded  by  the  read- 
inn  of  a  voluminous  report  of  the  association's  labor  committee 
liy  \V.  W.  Atterbury,  its  chairman.  This  report  outlined  the 
course  adopted  by  the  labor  committee  in  its  fight  for  abrogation 
of  I  he  nationaf  agreements  and  enumerated  the  results  obtained. 

rnoral,  the  tone  of  this  report  seemed  to  express  satisfaction 
with  the  action  taken  by  the  Board  in  its  decision  of  February  10. 

"It  has  been  charged  before  the  Railroad  Labor  Board  by 
spokesmen  of  the  consolidation  of  labor  unions  that  our  sugges- 
tion that  these  national  agreements,  rules  and  working  condi- 
tions be  abrogated,  is  a  part  of  a  huge  plot  originating  in  Wall 
Street  to  break  down  labor  organizations,"  says  the  report.  "The 
record  of  the  proceedings  as  outlined  shows  that  the  railways 
began  opposing  a  continuance  of  -these  arrangements  immedi- 

y  after  their  properties  were  returned  to  private  operation, 
when  production  in  the  country  was  at  its  height,  when  the  de- 
mand for  labor  in  all  lines  exceeded  the  supply,  and  before  the 

ailed   'open-shop'   movement  in   other  industries   was   begun. 

"The  record  demonstrates  that  the  railways  have  acted 
throughout  independently,  primarily  in  their  own  interest,  but 
also  in  the  interest  of  the  shippers,  the  farmers,  and  industries. 

"That  record  completely  disposes  of  the  charge  that  we  be- 
gan and  have  continued  the  effort  to  prevent  continuance  of  these 
working  rules  and  arrangements  as  a  part  of  any  attack  upon 
the  labor  organizations.  What  we  have  been  trying  to  do,  and 
all  we  have  been  trying  to  do,  is  to  get  the  opportunity  to  deal 
with  our  own  employes  so  as  to  restore  the  efficiency  of  labor. 

"The  recognition  by  the  Board  of  the  fact  that  the  national 
agreements,  rules  and  working  conditions  affect  the  expenditures 
of  the  railways,  and  that  if  any  of  these  rules  and  working  con- 
ditions are  unjust  and  unreasonable  thety  constitute  an  unwar- 
ranted burden  upon  the  railroads  and  upon  the  public,  is  clear 
and  helpful.  We  have  proved  that  these  arrangements  are  un- 
just, unreasonable,  and  are  imposing  an  undue  burden  on  the 
railways  and  on  the  public. 

"The  present  railway  situation  is  so  acute  that  we  also  hope 
that  the  board  will,  to  quote  the  assurance  given  by  it  in  its 
decision,  'use  the  utmost  practicable  expedition  consistent  with 
the  necessary  time  for  hearing  and  consideration.'  The  board 
in  its  decision  said  it  is  'endeavoring  to  perform  this  obliga- 
tion (of  acting  expeditiously)  and  will  be  better  able  to  succeed 
in  doing  so  if  it  is  not  further  interrupted  by  the  introduction 
of  unwarranted  demands  by  either  party.'  We  take  this  to 
mean  that  the  board  will  require  both  parties  in  future  to  deal 
solely  with  the  matters  actually  before  it,  and  will  not  yield 
to  demands  of  the  spokesmen  of  the  labor  organizations  that  it 
permit  them  to  introduce  a  large  amount  of  entirely  irrevelant 
matter  about  alleged  'conspiracies'  against  labor  unions — de- 
mands obviously  made  to  divert  attention  from  the  real  Issues 
and  to  cause  protracted  delays. 

"The  decision  of  the  board  upon  our  suggestion  regarding 
the  wages  of  unskilled  labor,  shows  that  before  this  question 
will  be  given  formal  consideration,  it  must  be  brought  before 
the  board  in  eontroversies  arising  from  conferences  between  the 
railways  and  their  employes. 

"In  one  important  respect  the  position  taken  by  the  board 
regarding  this  matter  is  gratifying.     It  seems  to  mean  that  in 
future  the  board  will  act,  as  it  evidently  was  intended  by  the 
transportation  act  that  it  should  act,  as  a  court  of  appeal,  and 
11  not  take  original  jurisdiction  of  any  matter  until   It  has 
first  actually  become  the  subject  of  controversy  between  the  rail- 
ways and  their  own  employes.     The  contention  that  the  board 
should  not  take  jurisdiction  of  any  matter  until  it  had  been 
the  subject  of  conferences  and  controversy  was  taken  by  the 
Conference  Committee  of  managers  in  opposition  to  the  demands 
the  consolidation  of  the  labor  organizations  that  the  board, 
ithout  such  previous  conferences  and  controversy,  should  take 
risdiction  of  the  question  of  national  agreements,  rules  and 
working  conditions.    The  conference  committee  of  railroads  has 
contended  throughout  that  the  steps  necessary  to  bring  the  ques- 
tion of  national  agreements,  rules  and  working  conditions  prop- 
'  before  the  board  never  were  taken.     It  is  the  earnest  de- 
•e  of  the  individual  railway  companies  to  confer  and  negotiate 
lth  their  own  employes  regarding  all  questions  affecting  wages 
and  working  conditions  before  these  questions  are  taken  before 
the  Railroad  Labor  Board;   and  this  is  in  accordance  with  the 
etter  and  spirit  of  the  transportation  act. 

"The  decision  of  the  board  upon  our  request  for  immediate 
ipproval  of  reductions  in  the  wages  of  unskilled  labor  relegates 
5  initiation  of  action  upon  this  matter  to  the  individual  rail- 
ways and  their  own  employes." 


An  appendix,  which  wax  added  to  the  report  after  Mr.  Jew- 
ell's request  for  a  national  conference,  February  17,  reads: 

"The  railroads  are  thus  confronted  with  thin  situation: 
While  endeavoring  to  escape  from  one  set  of  rigid  and  uniform 
rules  and  working  conditions  inherited  from  the  war,  they  are 
met  with  a  new  demand,  which,  if  acquiesced  In  by  the  Labor 
Board,  would  deprive  Individual  carriers  of  direct  negotiations 
with  their  own  employes.  These  demands  amount  to  the  na- 
tionalization of  the  railroads  in  the  Interests  of  consolidated 
labor  unions  but  against  the  real  Interests  of  the  employes. 
Such  nationalization  is  absolutely  incompatible  with  efficient  and 
economical  operation  of  the  railroads.  Therefore,  the  leaders  of 
the  labor  unions,  by  the  position  they  have  taken,  have  directly 
raised  the  issue  whether  the  maintenance  and  Increase  of  the 
power  of  the  national  labor  unions  shall  be  placed  above  the 
public  interest  in  the  efficient  and  economical  operation  of  the 
transportation  system." 

The  resolutions  adopted  express  the  opinion  of  those  present, 
in  number  considerably  in  excess  of  100,  regarding  the  salient 
features  of  the  present  dispute.  They  are  as  follows: 

"Resolved,  That  it  is  the  sense  of  the  Association  of  Rail- 
way Executives  that  the  following  fundamental  principles  should 
guide  the  railroads  of  the  United  States  In  their  relations  with 
their  employes: 

"1.  That  the  conduct  of  modern  transportation  is  a  great 
co-operative  enterprise,  requiring  for  its  highest  success  the 
hcnest  and  loyal  co-operation  of  both  employer  and  employe. 

"2.  That  section  301  of  the  transportation  act  requiring 
every  reasonable  effort  and  conference  and  negotiation  between 
each  carrier  and  its  own  employes  to  avoid  disputes  which  might 
result  in  interruptions  to  traffic  should  be  complied  with  in 
spirit  and  in  letter. 

"3.  That  one  of  the  great  advantages  of  private  over  gov- 
ernment ownership  and  operation  of  railroads  lies  in  the  greater 
adaptability  of  individual  railroads  to  the  geographical,  social, 
economic  and  operating  conditions,  which  vary  greatly  with 
different  portions  of  the  country. 

"4.  That  the  restoration  and  maintenance  of  this  variation 
is  essential  to  private  operation  and  to  its  ability  to  furnish 
efficient  and  economical  transportation  at  the  lowest  possible 
rates. 

"5.  That  in  view  of  the  foregoing  facts  it  Is  in  opposition 
to  sound  public  policy  to  require  all  railroads  to  operate  under 
rigid  and  uniform  rules  and  working  conditions  or  under  rigid 
and  uniform  wages,  not  only  because  it  prevents  efficient  and 
economical  operation,  but  equally  for  the  reason  that  it  inev- 
itably results  in  injury  to  and  dislocation  in  other  industry  and 
to  farmers  and  stock  raisers,  who  are  brought  into  competition 
with  the  railways  for  labor. 

"6.  That  under  normal  conditions  the  adjustment  of  rules 
and  working  conditions  and  of  basic  wages  cannot  successfully 
be  made  the  subjects  of  national  conference  and  negotiations,  as 
that  implies  by  its  very  nature  a  violation  of  the  differing  needs 
of  the  railroads  and  of  the  territories  which  they  respectively 
serve. 

"7.  That  any  insistence  by  leaders  of  railway  labor  organ- 
izations that  their  claims  to  recognition  shall  be  admitted  in 
violation  of  the  foregoing  principles  can  only  result  In  precipi- 
tating a  clear-cut  issue  between  the  interests  of  the  public  in 
the  conditions  essential  to  efficient  and  economical  railroad 
operation  and  the  alleged  interests  of  railway  employes  In  stand- 
ard and  uniform  wages  and  working  conditions,  regardless  of 
the  differing  needs  of  the  various  railroads  and  of  the  widely 
differing  character,  needs  and  resources  of  the  various  parts 
of  the  country  which  they  serve." 

Board   Grants  Continuance 

The  Labor  Board,  February  18,  decided  to  grant  to  Mr. 
Jewell  the  month's  extension  which  he  had  requested  further  to 
prepare  the  labor  side  of  the  case  in  the  matter  of  rules  and 
regulations.  Mr.  Jewell  is  to  be  heard  on  March  10,  and  the 
representatives  of  independent  unions  are  to  begin  presenting 
their  arguments  on  March  1. 

That  Mr.  Jewell's  stand  does  not  meet  with  the  approval 
of  all  the  labor  organizations  is  indicated  by  a  statement,  Feb- 
ruary 18,  by  J.  L.  Eldredge,  head  of  the  Yardmasters  of  Amer- 
ica. "Mr.  Jewell  has  taken  the  position,"  says  this  statement, 
"that  the  organizations  for  which  he  speaks  represent  all  the 
employes  of  the  railroads.  It  seems  to  me,  however,  that  Mr. 
Jewell's  organizations  are  more  Interested  in  controlling  the 
representation  of  railroad  labor  than  they  are  In  the  interests 
of  the  individual  worker.  It  now  appears  that  these  unions  are 
willing  to  go  into  conference  with  the  Idea  of  making  changes 
in  the  rules  of  which  they  recently  said  no  line  should  be 
changed.  The  only  provision  they  seem  to  make  is  that  the 
railroad  managements  recognize  their  organizations  as  repre- 
senting all  the  railroad  employes." 

E.  S.  Grable  filed  a  petition  with  the  Labor  Board.  February- 
is,  asking  that  body  to  issue  a  formal  statement  to  the  railroad 
workers  explaining  to  them  that  wage  reductions  cannot  be 
forced  on  them  without  the  permission  of  the  board.  He  said 
that  all  workers  do  not  understand  the  situation  and  that  "some 
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of  them  as  individuals  may  be  persuaded  into  accepting  vol- 
untary wage  reductions,  which  the  carriers  will  then  undertake 
to  make  generally  applicable." 

LABOR  PROTESTS  WINSLOW  BILL 

In  a  long  telegram  sent  from  Chicago  February  23,  President 
Wilson  was  told  that  "1,500,000  railroad  workers  of  America  had 
entered  a  solemn  protest  against  the  Winslow-Townsend  bill 
being  permitted  to  become  a  law."  The  telegram  was  sent  by 
B  M  Jewell,  president  of  the  railway  employes'  department  of  t 
American  Federation  of  Labor.  It  declared  the  bill  was  only 
one  of  the  numerous  sordid  and  selfish  moves  of  those  who  con- 
trol the  railroads  of  the  United  States  in  their  fight  to  destroy 
trade  unionism." 

The  refusal  of  the  railroad  executives  to  meet  the  employes 
after  numerous  requests  had  been  made  through  the  railway  labor 
board,  to  settle  matters  in  dispute  according  to  rules  in  the  na- 
tional agreement,  was  called  in  the  telegram  a  plain  attempt  on 
the  part  of  the  roads  to  evade  or  refuse  compliance  with  the 
labor  provisions  of  the  transportation  act.  It  charged  that  the 
railways  hoped  to  disintegrate  the  labor  organizations  by  limit- 
Ing  the  right  of  collective  bargaining  to  an  unfair  and  unequal 
basis,  similar  to  the  "unjust  and  unreasonable  working  condi- 
tions which  prevailed  before  the  war." 

"At  the  same  time,"  the  telegram  continued,  "through  the 
Winslow-Townsend  bill  the  railroads  seek  to  force  the  country 
to  a  hasty  settlement  of  one  of  the  many  guarantees  to  manage- 
ment. Under  the  threat  of  a  complete  breakdown  of  the  trans- 
portation industry  they  undertake  to  levy  a  tribute  of  hundreds 
of  millions  of  dollars  on  the  treasury  of  the  United  States. 

"It  is  our  solemn  belief  that  the  financial  oligarchy  which 
controls  the  railroads  is,  in  its  present  policy,  a  menace  to  our 
entire  economic  structure  and  to  our  political  institutions." 


KAILROAD  GUARANTY  CRITICIZED 

Criticism  of  Congress  for  making  an  indefinite  appropriation 
:o  cover  the  amount  of  the  guaranty  to  the  railroads  in  the  six 
months  following  the  termination  of  federal  control  was  voiced 
by  S.  P.  Gilbert,  Jr.,  assistant  secretary  of  the  treasury,  in  a 
speech  at  the  annual  dinner  of  the  Rutgers  College  Alumni 
Association  of  New  York,  February  17.  Discussion  of  govern- 
ment payments  to  the  railroads  figured  prominently  in  the 
address. 

The  theme  of  the  assistant  secretary's  speech  was  economy 
in  governmental  expenditures.  He  declared  there  must  be  an 
end  to  "government  loans  and  government  bonuses."  Another 
statement  by  him  to  the  effect  that  the  Secretary  of  the  Treas- 
ury "must  constantly  assume  a  resistant  rather  than  an  affirm- 
ative attitude  toward  expenditures"  was  regarded  as  an  ex- 
planation in  part  of  the  Secretary's  position  with  regard  to 
making  partial  payments  of  the  guaranty  on  certification  of 
the  Interstate  Commerce  Commission. 

"Owing  to  the  war  and  conditions  growing  out  of  the  war," 
said  he,  "stupendous  payments  out  of  the  public  treasury  have 
been  made  for  these  purposes  (loans,  etc.)  within  the  past 
three  or  four  years,  and  now  that  the  practice  has  begun  it 
seems  to  be  difficult  to  stop.  Under  the  transportation  act 
provision  was  made  for  a  $300,000,000  revolving  fund  for  loans 
to  railroads  at  less  than  the  market  rate.  The  same  act  guar- 
anteed to  the  railroads  a  standard  return  during  the  period  of 
six  months  after  the  end  of  federal  control.  This  guaranty 
may  take  as  much  as  $650,000,000  out  of  the  Treasury.  *  *  * 
It  is  of  vital  importance  to  avoid  further  drafts  of  this  char- 
acter upon  the  public  treasury.  The  government  cannot  con- 
tinue Indefinitely  to  finance  private  business  at  public  expense. 
The  demand  of  the  hour  is  for  less  government  interference 
with  business.  In  this  country  that  demand  has  already  been 
largely  met  by  the  gradual  removal  of  the  burdensome  war- 
time restrictions  upon  private  business.  It  is  only  fair  that  the 
government  should  expect  private  business  on  iis  part  to  return 
to  Its  normal  state  of  self-reliance  and  cease  to  call  for  assist- 
ance from  the  public  treasury. 

"In  the  second  place,  it  is  absolutely  essential  that  for  the 
future  the  Congress  should  authorize  expenditures  by  direct  and 
specific  appropriations,  as  contemplated  by  the  Constitution. 
This  means  that  practices  which  take  money  from  the  Treasury 
by  indefinite  or  revolving  fund  appropriations  must  be  strictly 
avoided.  However  necessary  these  practices  may  have  been 
during  the  war,  they  are  utterly  vicious  in  peace  time.  Among 
Jther  things,  they  are  almost  perfectly  calculated  to  conceal 
even  the  fact  of  an  appropriation  no  matter  how  much  money 

ictually  spent.     By  means  of  indirect  and  indefinite  appro- 

!'  ns  of  this  character  hundreds  of  millions  are  spent  which 

;t  appropriation  were  necessary,  could  never  be  author- 

p  estimates  for  the  current  year,  for  example,  show 

i  billion  dollars  of  expenditures  were  authorized  by 

»sion  of  Congress  In  addition  to  the  amounts  shown 

sual   compiled   statements   of   appropriations.     In   fact 

practice  has  reached  such  proportions  as  to  be  almost  a 

>nal  scandal,  and  it  was  vigorously  denounced  in  the  Presi- 


dent's last  annual  message.  It  has  become  the  first  principle 
of  strategy  on  the  part  of  people  interested  in  appropriations 
for  various  special  purposes  to  frame  the  matter  so  as  to  author- 
ize the  use  of  the  public  funds  indirectly,  or  in  indefinite  terms, 
or  by  authorizations  for  expenditure  of  unexpended  balances, 
perhaps  appropriated  originally  for  other  purposes,  or  by  au- 
thorizations to  divert  government  receipts  before  they  ever 
reach  the  Treasury.  Efforts  are  made  to  find  general  words 
which  do  not  speak  in  terms  of  appropriations  and  cannot  be 
readily  calculated.  The  last  session  of  the  present  Congress, 
for  example,  authorized  additional  expenditures  out  of  balances 
of  prior  appropriations  and  from  receipts  to  the  amount  of  over 
$500,000,000,  including  over  $400,000,000  for  the  Shipping  Board. 
The  present  session  of  Congress,  by  similar  procedure,  takes 
credit  for  refusing  appropriations  for  the  Shipping  Board,  but, 
at  the  same  time,  proposes  to  authorize  the  expenditure  of 
receipts  in  amounts  that  may  reach  as  high  as  $200,000,000.  By 
the  indefinite  appropriation  for  the  railroad  guaranty  about 
$650,000,000  was  in  effect  appropriated  without  appearing  in 
any  of  the  statements  of  appropriations.  I  may  add  that  be- 
cause of  the  terms  of  the  guaranty  substantially  the  whole 
burden  of  the  retroactive  wage  decision  of  the  Railroad  Labor 
Board  fell  upon  the  Treasury.  With  a  rate  decision  which 
could  become  effective  only  after  the  expiration  of  the  guaranty 
period,  and  extraordinary  operating  deficits  during  the  period, 
the  total  amount  involved  Under  the  railroad  guaranty  in- 
creased from  the  $250,000,000,  or  thereabout,  which  Congress 
thought  it  was  authorizing  when  it  passed  the  transportation 
act,  to  perhaps  $650,000,000,  an  added  burden  of  $400,000,000. 

"Still  more  vicious  is  the  recent  practice  which  has  shown 
itself,  for  example,  in  the  merchant  marine  act,  1920,  of  reliev- 
ing various  classes  of  business  from  profits'  taxes,  thus  sub- 
sidizing private  business  and  taking  money  from  the  Treasury 
Just  as  truly  as  if  carried  by  an  appropriation. 

"In  the  third  place,  there  must  be  a  better  public  under- 
standing as  to  what  elements  enter  into  the  present  cost  of 
government.  The  figures  show  that  over  90  per  cent  of  the 
total  annual  expenditures  of  the  government  are  related  to 
war.  Out  of  total  expenditures  during  1920  of  about  $6,400,- 
000,000,  about  5%  billions  represented  expenditures  directly 
traceable  to  the  war,  to  past  wars,  or  to  preparedness  for 
future  wars.  Of  these,  about  $2,500,000,000  went  for  the  army 
and  navy,  over  $500,000,000  for  the  Shipping  Board,  over  $1,000,- 
000,000  for  the  railroads,  another  $1,000,000,000  for  interest  on 
the  public  debt,  almost  $500,000,000  for  purchases  of  obligations 
of  foreign  governments  on  account  of  their  war  expenditures, 
and  the  remainder  for  pensions,  war  risk  allotments,  and  mis- 
cellaneous items  related  to  war.  An  analysis  of  the  expendi- 
tures for  the  first  six  months  of  the  current  fiscal  year  gives 
similar  results.  The  figures  also  show  that  the  total  cost  of 
running  what  may  be  termed  the  civil  establishment  proper; 
that  is  to  say,  the  various  government  departments,  boards 
and  commissions  and  the  legislative  establishment,  have  not 
much  exceeded  $250,000,000  even  in  the  abnormal  war  years." 

Mr.  Gilbert  said  it  was  futile  to  talk  of  economy  in  admin- 
istrative work  "and,  at  the  same  time,  scatter  the  public  funds 
in  loans  to  private  business  and  other  extraordinary  expendi- 
tures, and  in  indefinite  and  indeterminate  appropriations  for 
railroads  and  ships." 

He  criticized  Congress  for  refusing  an  appropriation  of 
$25,000  for  expenses  incurred  by  the  Treasury  Department  in 
the  administration  of  the  duties  imposed  by  the  transportation 
act  which  involved  payments  to  the  railroads  of  $1,000,000,- 
000  or  more.  He  defended  expenditures  of  the  administrative 
departments  of  the  government,  aggregating  about  $80,000,000, 
in  1920,  adding:  "It  is  interesting  to  compare  the  total  ex- 
penditures of  over  one  billion  dollars  during  the  same  period 
on  account,  of  the  railroads,  payments  of  account  of  ships  ag- 
gregating over  half  a  billion  dollars,  and  payments  on  account 
of  the  army  and  navy  aggregating  almost  2%  billion  dollars. 

"Even  more  striking  is  a  comparison  between  the  total 
expenditures  of  these  departments  throughout  the  year  and  the 
payments  which  have  been  made  in  many  cases,  for  example, 
to  individual  railroads.  In  one  day  the  Treasury  has  paid  as 
much  as  26  or  27  million  dollars  to  one  carrier,  an  amount 
almost  sufficient  to  carry  the  Department  of  State  and  the  De- 
partment of  Justice  through  a  whole  year.  In  one  month  last 
fall  the  Treasury  paid  to  the  railroads  over  130  millions,  enough 
to  run  about  half  the  civil  establishment  proper  for  a  whole 
year.  It  is  time  to  face  the  facts  and  realize  that,  taken  by 
and  large  the  several  executive  departments,  leaving  out  of 
account  the  extraordinary  war  expenditures,  perform  the  func- 
tions of  government  intrusted  to  them  at  a  relatively  small 
aggregate  cost,  and  that  while  many  additional  economies  may 
and  doubtless  will  be  effected,  the  saving  to  be  accomplished  in 
this  manner  cannot  be  relied  on  to  reduce  materially  the  total 
cost  of  government  on  its  present  basis." 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  Ircal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law.  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance  may  obtain  this  kind  of 
private  se^ice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department. 
Traffic  Service  Corporation,  Colorado  Building,  Washington,  D.  C. 


Damages — Time   Within    Which   to    File   Suit   For 

New  York. — Question:  According  to  the  terms  of  the  uni- 
form express  receipt,  section  7,  suits  for  loss,  damage  or  delay 
shall  be  instituted  cnly  within  two  years  and  one  day  after 
delivery  of  the  property,  or,  on  case  of  failure  to  make  delivery, 
then  within  two  years  and  one  day  after  a  reasonable  time  for 
delivery  has  elapsed.  We  understand  this  has  now  been  changed 
so  that  suits  may  be  brought  within  two  years  and  a  day  after 
the  carrier  refuses  to  admit  liability  and  declines  the  claim. 
If  this  is  true,  would  we  be  able  to  take  advantage  of  this 
change  to  recover  for  loss  of  a  shipment  moving  under  the 
terms  and  conditions  of  the  old  receipt? 

Answer:  In  Docket  11005,  National  Industrial  Traffic  League 
vs.  American  Railway  Express  Co.,  58  I.  C.  C.  304,  the  Commis- 
sion held  that  the  former  provision  of  the  express  receipt  did 
not  prohibit  the  payment  of  meritorious  claims,  if  filed  with  the 
carrier  within  the  four  months  period,  after  the  two-year-and- 
one-day  period  prescribed  in  the  bill  of  lading  as  a  maximum 
period  for  instituting  suit  had  elapsed.  In  accordance  with  this 
opinion  you  should  be  able  to  secure  a  settlement  of  your  claim. 

Sale  of  Perishable  Goods  by  Carrier 

Pennsylvania. — Question:  During  the  recent  railroad  tieup 
and  labor  troubles,  the  carriers  took  the  liberty  of  selling  a 
carload  of  potatoes  on  which  we  held  the  original  order  bill  of 
lading.  This  car  of  potatoes  was  shipped  from  "A,"  Canada, 
and  should  have  arrived  in  "B"  about  eight  days  after  it  was 
shipped.  The  carriers  sold  the  car  at  "C"  without  notifying  us 
or  the  shippers  and  we  made  claim  against  them  for  the  market 
value  of  shipment  at  the  time  shipment  was  due  to  arrive  at 
"B."  The  carriers  have  offered  to  give  us  the  net  proceeds 
of  this  shipment;  that  is,  the  gross  amount  which  they  received 
from  sale  of  car,  less  freight  charges  to  "C."  We  hold  affidavit 
from  the  party  who  bought  these  potatoes  from  the  carriers 
showing  that  they  realized  a  profit  almost  twice  as  much  from 
the  resale  of  the  car  as  what  we  would  realize  if  we  accepted 
the  carrier's  offer  of  settlement.  Will  you  kindly  advise  us 
whether  or  not  the  carriers  are  liable  for  the  full  value  of 
shipment  at  billed  destination  at  the  time  car  was  due  to 
arrive?  Does  the  McCaull-Dinsmore  decision  cover  this  case? 
Does  the  fact  that  this  shipment  was  made  from  Canada  make 
any  particular  difference  as  to  the  merit  of  our  claim? 

Answer:  The  perishable  nature  of  the  goods  will  not  ex- 
cuse the  omission  of  the  carrier  to  give  notice  to  the  shipper 
where  it  is  practicable  to  do  so,  and  will  not  authorize  the  car- 
rier to  sell  them.  If  the  carrier  does  sell  them  without  notice, 
when  it  is  practicable  to  give  such  notice,  such  sale  is  a  con- 
version, and  makes  the  carrier  liable  for  the  value  of  the  goods 
at  the  time  of  his  dereliction  of  duty.  And,  where  the  carrier 
sells  without  notice  to  the  shipper,  the  burden  is  on  him  to 
show  inability  to  communicate  with  the  shipper,  as  well  as  an 
emergent  condition  requiring  a  sale  to  prevent  loss.  A.  G.  S. 
Ry.  vs.  McKenzie,  77  S.  E.  647. 

Emergencies  sometimes  occur,  in  the  course  of  business  of 
the  carrier,  when  he  must  act  as  the  agent  of  all  concerned,  and 
in  which  his  acts,  in  the  exercise  of  sound  discretion,  will  be 
binding  upon  all  concerned;  and  if  the  necessities  of  the  case 
require  that  the  goods  be  sold,  he  not  only  may  sell,  but  It 
becomes  obligatory  for  him  to  do  so,  for  the  benefit  of  the  owner. 
Where  the  goods  are  of  a  perishable  character,  and  if  stored 
would,  from  rapid  decay,  be  totally  lost  to  the  owner,  it  would 
be  the  duty  of  the  carrier  to  sell  for  his  account;  and  the  same 
rule  would  apply  if,  from  any  cause,  it  became  impossible  to 
deliver  the  goods  according  to  the  directions  of  the  owner,  or 
to  return  them  before  they  would  perish  from  such  inherent 
tendency,  from  damage  received  by  them  In  transit,  or  from  any 
other  cause.  Hutchinson  on  Carriers,  sec.  787;  Dudley  vs. 
Railway  Co.,  52  S.  E.  718. 

Assuming  that  the  detention  was  caused  by  the  strike,  there 
being  no  negligence  on  the  part  of  the  carrier,  we  are  of  the 
opinion  that  the  carrier  was  within  its  rights  in  disposing  of 
the  property  if  it  had  reason  to  believe  that,  if  stored,  they 
would  rapidly  decay  and  thereby  become  a  total  loss  to  the 
owner.  On  the  other  hand,  if  the  carrier  is  liable  then  the 


measure  of  damages  should  be  computed  on  the  value  of  the 
goods  at  their  destination  in  accordance  with  the  McCaull- 
liinsmore  decision,  irrespective  of  the  fact  that  the  goods  origi- 
nated In  Canada. 

Shipper's  Load  and  Count  Notation 

Ohio. — Question:  A  shipper  in  New  York  ships  us  a  carload 
of  empty  wooden  barrels.  The  bill  of  lading  states  that  there  are 
100  barrels  In  the  car.  The  bill  of  lading  also  states,  "Shipper's 
load  and  count."  The  car  is  sealed.  Upon  unloading  the  car  at 
Willoughby,  we  count  only  90  barrels  In  the  car.  The  seals 
were  not  broken.  The  shipper  bills  us  for  100  barrels,  but  we 
credit  him  for  only  90,  as  that  Is  all  we  received.  He  puts  In 
a  claim  against  the  carrier  for  the  ten  missing  barrels.  The 
receiving  agent  has  not  checked  the  car  and  will  therefore  not 
put  a  shortage  notation  on  the  freight  bill.  Furthermore,  he 
refuses  to  so  check  the  car. 

Even  if  the  receiving  agent  did  check  the  car  and  put  short- 
age notation  on  the  freight  bill,  would  the  fact  that  the  shipment 
was  made  "shipper's  load  and  count"  and  the  fact  that  the 
seals  were  unbroken,  release  the  railroad  from  all  responsibility? 
What  is  the  receiving  freight  agent's  duty?  Can  he  be  forced  to 
check  all  incoming  carloads  and  note  shortages  on  the  freight  bill? 
If  not,  what  is  our  recourse  where  we  are  billed  100  barrels 
and  only  receive  90,  and  the  shipper  says  he  cannot  substan- 
tiate a  claim  on  account  of  the  shipment  being  "shipper's  load 
and  count?" 

Answer:  The  stamping  of  the  bill  of  lading  "shipper's  load 
and  count"  does  not  affect  the  substantial  legal  rights  of  the 
shipper,  but  merely  places  the  burden  upon  the  shipper  of  prov- 
ing that  the  amount  of  goods  as  covered  by  the  bill  of  lading 
were  actually  delivered  to  the  carrier  and  that  the  entire  amount 
was  not  received  at  destination.  The  carrier  must  then  show 
that  the  goods  were  lost  through  some  cause  for  which  It  was 
not  liable.  The  notation  of  the  receiving  agent  would  only  be 
evidence  of  the  amount  of  goods  received  at  destination. 

We  are  unaware  of  any  rule  by  which  the  carrier  can  be 
forced  to  check  all  incoming  freight  and,  in  fact,  the  Commis- 
sion has  held  that  carriers  could  not  be  required  to  send  a  rep- 
resentative to  shipper's  industry  to  check  carload  freight  loaded 
at  the  industry.  See  Ponchatoula  Farmers'  Association  vs. 
I.  C.  R.  R.,  19  I.  C.  C.  513;  in  re  Western  Classification  No.  51, 
25  I.  C.  C.  442;  and  Louisiana  State  Rice  Milling  Co.  vs.  M.  L, 
&  T.  R.  R.  Co.,  34  I.  C.  C.  511.  If  the  shipper  cannot  substan- 
tiate the  claim  that  he  delivered  100  barrels  to  the  carrier  then 
your  only  recourse  is  to  proceed  against  him  for  breach  of 
contract. 

Interest  on  Loss  and  Damage  Claims 

Massachusetts. — Question:  On  June  6,  1918,  we  received  in 
Boston  a  carload  pig  tin  from  Chicago  and  on  July  3,  1918,  we 
filed  claim  against  delivering  carrier  for  shortage  amounting  to 
$2,600.  December  16,  1920,  we  finally  received  settlement,  but 
check  did  not.  include  interest.  We  immediately  rendered  our 
bill  to  delivering  carrier  for  the  interest  at  6  per  cent  from  date 
of  claim  to  date  payment  was  received,  some  two  and  one-half 
years.  Carrier  refuses  to  entertain  same,  saying:  (1)  That  this 
was  federal  claim  and  the  U.  S.  Regional  Council  has  advised 
them  that  the  government  would  not  pay  interest  to  anybody 
and  stand  ready  to  defend  suit  if  need  be.  (2)  That  the  matter 
of  interest  is  of  a  consequential  nature  and  too  remote  from  bill 
of  lading  contract  to  be  considered  as  a  liability. 

Can  we  force  collection?  If  so  quote  law  and  court  ruling 
or  anything  else  that  may  be  of  assistance  in  prosecuting  the 
case. 

Answer:  Although  there  is  some  authority  to  the  contrary, 
many  cases  have  held  that  plaintiff  recovering  judgment  for 
loss  of  or  injury  to  goods,  is  entitled  to  interest  from  the  date 
of  the  loss;  that  is,  from  the  time  when  the  goods  should  have 
been  delivered,  or  the  date  of  the  injury;  other  cases  hold  that 
the  allowance  of  Interest  is  within  the  discretion  of  the  jury, 
and  still  others  that  no  interest  is  allowable  except  by  way  of 
penalty  for  misconduct  or  fraud. 

We  are  not  aware  of  any  decisions  of  a  court  involving  a 
claim  for  loss  or  damage  accruing  during  the  period  of  federal 
control  on  which  interest  has  been  allowed  and  therefore  we 
are  unable  to  advise  you  whether  or  not  you  can  force  the  pay- 
ment of  interest  on  such  claims. 

Claims  for   Reparation 

Tennessee-Virginia. — Question:  The  point  on  which  we 
would  like  advice  arises  by  reason  of  the  circular  issued  by 
the  Interstate  Commerce  Commission,  dated  February  14,  en- 
titled "Announcement  in  the  Matter  of  Claims  for  Reparation." 
The  last  sentence  of  the  first  paragraph  of  the  circular  reads 
as  follows:  "The  statute  applies  to  all  complaints  praying  for 
reparation  on  account  of  damage  claimed  to  have  arisen  from 
causes  stated,  and  we  are  not  prepared  to  say  that  straight 
overcharge  claims  are  not  Included  with  other  classes  of  claims 
in  the  statute  of  limitations  fixed  by  that  section." 

Surely  there  will  be  no  disposition  on  the  part  of  the  car- 
riers or  the  government  to  decline  to  entertain  claims  after 
March  1  for  straight  overcharges  on  shipments  moving  during 


444 

the  period  of  government  control.  By  straight  overcharge 
claim..  I  mean  such  claims  as  are  usually  settled  by  the  car- 
riers without  the  necessity  of  seeking  the  authority  of  the  Com- 
mission, such  as  claims  that  are  caused  by  errors  in  billing,  or 
mproper  application  of  published  tariff  rates.  Until  the  Com- 
nlMlon's  circular  was  received  we  had  heard  no  rumors  that 
the  railroads  or  the  government  might  decline  to  entertain 
straight  overcharges  after  March  1.  and  will  appreciate  any 
advices  you  have  and  care  to  Impart  to  us 

Answer-  The  legal  department  of  the  Railroad  Administra- 
tion has  ruled  that  tinder  Section  2060  of  the  Transportation 
Act  1920.  claims  for  straight  overcharges,  as  well  as  reparation 
claims,  must  be  filed  with  the  Commission  prior  to  March  1 
This  ruling,  however,  does  not  cover  the  point  as  to  whether  the 
carriers  will  consider  the  failure  to  so  file  such  claims  as  a  bar 
to  the  voluntary  payment  thereof.  As  you  state,  claims  involv- 
ing straight  overcharges,  except  where  theie  is  a  dispute  as  to 
tin-  proper  rate  to  apply,  are  usually  settled  by  the  carriers 
without  authority  of  the  Interstate  Commerce  Commission.  We 
•ee  no  reason  why  the  carriers  should  refuse  to  settle  such 
claims  even  though  they  are  not  filed  with  the  Commission  prior 
to  March  1st.  Of  course,  in  the  event  payment  of  any  claim 
Involving  a  straight  overcharge  is  refused  by  the  carriers,  the 
matter  will  likely  not  be  considered  by  the  Commission  unless 
the  claim  has  boon  filed  within  the  period  prescribed  by  Section 
206C,  assuming  that  the  one-year  period  prescribed  therein  is 
merely  an  extension  of  the  two-year  period  of  limitation  which 
applies  to  the  filing  of  claims  with  the  Commission  other  than 
those  accruing  during  the  period  of  federal  control. 

Liability  of  Carrier  as  Common  Carrier  Versus  Warehouseman 
Ohio. — Question:  Referring  to  paragraph  of  your  January 
28th  issue,  page  240.  referring  to  liability  of  common  carriers 
\  t-i  .-us  warehouseman.  Kindly  advise  If  it  is  your  understanding 
that  when  shipments  are  delivered  to  warehousemen  on  account 
of  the  consignee  not  taking  delivery,  whether  the  warehouse 
company  as  a  rule  does  not  carry  a  line  of  insurance  to  protect 
both  themselves  and  the  owner  of  property  In  case  of  fire  loss. 
It  seems  to  us  that  they  should  do  this  in  order  to  protect  the 
owner. 

Answer:  In  our  answer  to  "South  Carolina"  on  page  240  of 
the  January  29,  1921,  issue  of  the  Traffic  World,  we  discussed  the 
liability  of  a  railroad  as  warehouseman  as  distinguished  from 
the  liability  of  a  railroad  as  a  common  carrier.  Freight  not 
accepted  by  consignees  within  the  period  of  free  time  may  be 
stored  either  In  the  warehouse  of  the  carrier  or  it  may  be  placed 
by  the  railroad  In  a  public  warehouse.  In  either  event,  the  lia- 
bility of  the  railroad  as  a  warehouseman  and  the  liability  of 
a  public  warehouseman  is  entirely  different  from  that  of  a  rail- 
road as  a  common  carrier,  the  railroad  as  a  warehouseman  and 
the  public  warehouseman  being  liable  only  for  the  loss  or  de- 
struction of  the  goods  caused  by  negligence  on  their  part.  It 
is  not  the  duty  of  either  to  carry  insurance  to  protect  the  owner 
In  case  of  loss  by  fire,  and  as  a  rule,  such  Insurance  Is  not  car- 
ried. 

MUrouting,   Interstate  Versus    Intrastate    Route 

Minnesota. — Carload  shipment  fuel  wood,  October  15,  1919, 
from  "A,"  Minn.,  "C"  Line  bill  of  lading  destined  to  "B,"  Minn., 
routing  specified  "C"  Line  and  "D"  Railroad.  Upon  taking  de- 
livery charges  were  computed  on  the  running  mileage  rate  ap- 
plying on  this  commodity  when  intrastate. 

We  assumed  that  it  had  been  transported  In  that  manner 
and  paid  charges  likewise.  The  delivering  carriers  now  threaten 
suit  requesting  additional  charges,  advising  that  the  shipment 
moved  via  "E,"  WIs.,  and  that  Interstate  rates  which  are  con- 
siderably higher  must  apply.  During  federal  control  the  United 
States  Railroad  Administration  adopted  commodity  rates  to  meet 
with  the  fuel  shortage,  and  Is  at  present  in  Northwestern  Freight 
Tariff  HA.  It  is  our  contention  and  belief  that  this  shipment 
should  have  moved  via  "F,"  Minn.,  thus  involving  the  intrastate 
rates. 

Answer:  In  accordance  with  the  decisions  of  the  Commis- 
sion, the  general  rule  is  that  a  shipment  Is  mlsrouted  by  the 
carrier  which  is  forwarded  over  an  Interstate  route  at  a  higher 
•ate  than  would  have  applied  had  the  shipment  moved  via  the 
applicable  intrastate  route.  This  rule  is,  however,  subject  to 
qualification  that  the  Intrastate  route  must  be  a  reasonable  and 
applicable  route.  See  Lathrop  Lumber  Co.  vs.  A.  G.  S.,  27  I.  C 
C.,  25,  and  McCaull-Dlnsmore  Co.  vs.  G.  N.,  47  I.  C.  C.,  581. 

War  Tax  on  Trackage  Rights 

Arkansas.— Question:      In   making   trackage   contracts   with 

•r  companies  for  the  movement  of  their  logs  over  our  line 

Ir  own  equipment  and  with  their  own  engines  and  crews 

kage  charge  subject  to  war  tax?    Is  the  railroad  to  collect 

the  lumber  company  to  make  tax  return? 

Article  2  of  Regulations  49  (Revised)  provides  in 

the  word  "Transportation"  as  used  in  title  5  of  the 

ans  the  movement  of  persons  or  property  by  a  carrier. 

n  connPr. ill80 UKC°  8ni1  faclll«">''  rendered,  furnished  or  used 

cUon  with  such  movement  by  or  on  behalf  of  a  carrier. 

t  on  the  part  of  a  common  carrier  with  another 


THE    TRAFFIC     WORLD 


Vol.  XXVII,  No.  9 


party  which  gives  to  such  party  a  right-of-way  over  the  rail:- 
a  common  carrier  for  logging  trains  does  not,   in  our  opinion. 
come  within  the  definition  of  the  word  "transportation"  as  u 
in  Article  2  of  Regulations  49  (Revised),  and  is  not,  therefe^O 
subject  to  the  war  tax.    A  charge  assessed  by  the  carrier  foi 
use  of  its  tracks   is  not  a  transportation   charge,   inasmuch 
no   transportation   is   performed   by   the  carrier  making  such  a 
charge,  the  charge  only  being  for  the  use  of  its  rails. 
Claims — Notice  of 

California. — Question:      Of   late   we   have    had    occasion    to  I 
prosecute  numerous  claims  against   the   American    Railway 
press  for  loss  of  shipments  in  transit,  said  claims,  however,  not 
having  been  instituted  prior  to  the  four  months  which  is  allo- 
in  the  uniform  express  receipt,  and   in  each   instance  we   1, 
been   refused   settlement  of   such   claims   by   express   company, 
who  fall  back  on  the  clause  referred  to.     We  are  under  the  im- 
pression that  the  stand  as  taken  by  the  American  Railway  Ex- 
press is  not  correct  and  we  thought  peihaps  your  body  might  be 
able  to  refer  us  to  some  ruling  which  would  enable  us  to  refute 
their  contention  and  secure  settlement. 

The  writer  has  before  him  a  letter  from  the  American  Rail- 
way  Express   Company   wherein    they   admit    inability   to    si 
delivery,   however   they    refuse   to   entertain    the   claim   on    the 
grounds  referred  to. 

Answer:  Both  the  Interstate  Commerce  Commission  and 
the  courts  have  held  that  the  provision  in  the  express  receipt 
requiring  claims  or  notice  thereof  to  be  filed  with  the  carrier 
within  a  reasonable  period  of  time  after  the  delivery  of  the  ship- 
ment or  in  case  of  failure  to  deliver,  then  within  a  stated  period 
of  time  after  a  reasonable  time  for  delivery  has  elapsed,  to  be 
valid  and  binding.  See  In  the  Matter  of  Express  Rates,  43  I 
C..  510,  and  Ga.,  etc.,  Ry.  Co.  vs.  Blish  Milling  Co.,  24  U.  S.,  V.n> 
Therefore,  unless  a  claim  has  been  filed  within  the  four  months' 
period  of  time  prescribed  in  the  express  receipt,  this  fact  ran 
be  used  by  the  carrier  as  a  Rood  defense  to  a  suit  institu 
within  the  two  years  and  one  day  period  of  time  prescribed  in 
the  express  receipt. 

Demurrage  Charges  on  Cars  Detained  for  Plant  Use 

Tennessee. — Question:      Please   refer   to   question    "Tennes- 
see" on  page  340  of  the  February  12  issue  of  the  Traffic  World 
and  advise  us  what   authority   the   railroads   have  for  collect 
$1.00  per  day  misuse  on  cars  held  at  plant,  in  addition  to  regular 
demurrage? 

Answer:     We  do  not  know  under  what  authority  the  clr 
of  $1.00  per  day  is  being  assessed  for  the  misuse  of  a  car.     In) 
the  case  referred  to,  namely  American  Smelting  &  Refining  Co. 
vs.  Lehigh  Valley  R.  R.,  56  I.  C.  C.,  195,  the  Commission   held 
that  the  regular  demurrage  charge  should   be  assessed  on  such 
cars. 

Import    Traffic — Applicable    to    Cummins    Amendment 

New  York. — Question:     Some  time  ago  a  cargo  of  merchan- 
dise came  into  New  York  for  our  account  and  the  steamer  on 
which    it   came  docked   at    a   regular   pier   within    the   lighter 
limits  of  the  port.     We  issued  instructions  to  a  railroad  to  send 
lighters  to  the  pier  to  pick  up  the  cargo  and  forward  to  vat  : 
destinations.     The  railroad   did   send   such   lighters   to  the   pier 
and  the  captains  of  the  lighters  signed   to  the  steamship  com- 
pany  in   full   for  the   quantity   called   for   by   the   ocean   bill   of: 
lading.     When,  however,  the  railroad  lighters  reached  the  rail- 
road terminal  for  loading  into  cars,  a  considerable  discrepancy 
arose  involving  a  shortage  of  some  of  the  cargo.    On  taking  this 
matter  up  with  the  railroad  and  steamship  company  the  raili 
contends  that  they  are  not  responsible  for  any  such  discrepn 
unless  the  railroad  actually  lost  the  pulp  on  the  way  from  the 
pier  to  the  railroad   terminal,   and   they  seem  to  disregard   the 
question  of  receipts  altogether,  claiming  particularly  they  v 
issued  not  to  us,  but  to  the  steamship  company,  and  that  we  1 
nothing  to  do  with  them.    The  steamship  company,  on  the  oilier 
hand,   contends   that    they   having   receipts    in    full    are   then 
relieved  from  any  further  liability. 

Is  the  receipt  of  the  railroad  company  to  the  steamship  com-| 
pany  for  the  full  quantity  conclusive  evidence  of  loss  by  the 
railroad,  and  can  we  take  advantage  of  these  receipts  in  a  claim 
against  the  railroad?  Suppose  the  railroad  is  successful  in  prov- 
ing that  no  loss  occurred  on  its  lighters,  but  that  it  loaded  into 
cars  every  bit  of  merchandise  received  from  the  steamship  com- 
pany, and  that  the  receipts  were  therefore  erroneously  signed. 
would  we  then  be  able  to  make  our  claim  against  the  steamship 
company? 

If  the  question  had  to  be  brought  Into  court,  would  there  bei 
any  way  of  making  claim  against  the  steamship  company  and 
the  railroad  in  one,  thus  making  them  dispose  of  the  issues  be- 
tween themselves,  as  clearly,  we  as  the  consignees,  ought  to  be 
reimbursed  by  one  of  these  two  parties. 

Answer:  While  there  are  no  decisions  of  the  courts  on  thel 
subject,  it  Is  the  view  of  the  Interstate  Commerce  Commission, 
as  expressed  in  its  report  in  Docket  4844,  In  the  Matter  of  Dills 
of  Lading,  52  I.  C.  C.  671,  that  the  provisions  of  the  Cummins 
amendment  are  not  applicable  to  export  and  import  traffic  to' 
and  from  non-adjacent  foreign  countries.  Therefore,  in  answer 
to  paragraph  three  of  your  question,  if  the  Cummins  amend 
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•  does  not  apply  to  import  traffic  you  cannot  sue  a  steamship 
company  and  recover  for  a  loss  occurring  on  a  connection  of 
a  Hti-aniship  company  and  the  burden  is  therefore  upon  you  to 

.mine   upon   which   carrier  the   los.s  occurred,   which   would 

•>••  necessary  were  this  traffic  subject  to  the  provisions  of 
the  Cummins  amendment. 

I'!..-  answer  to  paragraphs  one  and  two  is  that  In  the  event 
you  sue  the  railroad  company  and  show  that  the  goods  were 
delivered  In  good  condition  to  the  initial  carrier  the  law  will 
presume  that  they  were  delivered  to  the  destination  carrier  in 

same  condition  and  the  receipt  Riven  by  the  railroad  com- 
pany to  the  steamship  company  for  the  full  quantity,  while  not 
conclusive,  is  further  evidence  of  this  fact.  The  burden  is 
upon  the  destination  carrier  to  rebut  the  presumption  and  to 
show  that  the  loss  did  not  occur  on  its  line.  However,  if  the 
railroad  company  does  show  that  the  loss  did  not  occur  on  its 
lln>-  you  cannot  recover  against  the  railroad,  but  must  proceed 
against  the  steamship  company. 

Tax   on    Storage 

Ohio. — Question:  A  shipment  was  forwarded  on  sight  draft 
bill  of  lading  to  a  point  in  Texas.  Owing  to  inability  of  con- 
signee to  pay  draft  and  lift  bill  of  lading,  the  shipment  was  not 
delivered  Inside  of  the  allowed  free  time.  At  the  expiration 
of  this  time  the  carrier  turned  same  over  to  a  storage  company 
who  removed  the  shipment  from  the  possession  of  the  carrier. 

.-  some  months  had  elapsed,  being  unable  to  settle  matter 
with  consignee,  carrier  was  instructed  to  return  shipment  to 
shipping  point,  with  all  charges  to  follow.  When  shipment  was 
delivered,  in  addition  to  the  freight,  charges  going  and  coming, 
th>-re  were  storage  charges  to  the  amount  of  several  hundred 
dollars.  The  carrier  is  assessing  war  tax  on  the  storage  in 
transit,  although  at  the  time  it  accrued  the  shipment  was  not 
in  the  carrier's  possession.  In  your  opinion,  Is  the  war  tax  on 
this  storage  rightfully  assessed? 

Answer:  Article  51  of  Regulations  No.  49  (Revised)  of  the 
Treasury  Department  reads  as  follows:  "Storage  Charges — 
Amounts  paid  for  storage,  if  a  part  of  transportation,  are  sub- 
ject to  tax.  Storage  after  delivery  to  owner  is  not  a  part  of 
transportation.  Storage  by  or  in  behalf  of  a  carrier  furnished 
to  shipper  on  receipt  of  his  goods  for  shipment,  or  storage  by 
or  in  behalf  of  a  carrier  at  destination  before  delivery  to  owner, 
whether  in  outside  warehouse  or  otherwise,  is  a  part  of  trans- 
portation and  subject  to  tax.  However,  where  the  consignee 
has  been  notified  of  the  arrival  of  a  shipment  at  destination 
and  fails  to  remove  it  within  a  reasonable  time  after  such  notifi- 
cation, the  transportation  is  considered  as  having  ended  after 
such  reasonable  time,  and  charges  for  storage  thereafter  are 
not  subject  to  tax."  Under  that  provision  of  article  51  which 
reads:  "Storage  by  or  in  behalf  of  a  carrier  furnished  to  a 
shipper  on  receipt  of  his  goods  for  shipment,  or  storage  by  or 
in  behalf  of  a  carrier  at  destination  before  delivery  to  owner, 
whether  in  outside  warehouse  or  otherwise,  is  a  part  of  trans- 
portation and  subject  to  tax;"  clearly  a  war  tax  should  be  paid 
on  the  shipment  in  question.  However,  the  last  sentence  of 
regulation  51  seems  to  nullify  entirely  the  provision  last  quoted 
above  and  therefore  we  are  of  the  opinion  that  the  tax  should 
not  be  paid  on  the  shipment,  for,  until  notice  of  arrival  has  been 
given  and  free  time  has  expired,  storage  at  destination  does 
not  accrue. 

Duty  of  Carrier  to   Furnith   Safe  and  Suitable   Equipment 

Michigan. — Question:  The  writer  has  recently  had  several 
claims  rejected  by  various  railroads,  such  rejections  being  based 
on  the  statement  that  there  was  dirt  found  in  car  at  destination. 
Our  claim  was  based  on  overcharge  in  freight  only.  We  will 
cite  you  an  explanatory  case. 

On  January  2  we  shipped  a  Pennsylvania  car,  open  body 
gondola  (coal  car),  with  scrap  iron  to  a  point  on  the  Pennsyl- 
vania Railroad.  The  car  carried  a  marked  light  weight  sten- 
ciled 44,300  pounds.  Upon  being  unloaded  by  the  mills  the 
actual  mill  outturn  light  weight  was  something  in  excess  of 
50,000  pounds,  or  a  difference  of  over  6,000  pounds  between 
the  marked  light  weight  and  the  actual  light  weight  of  car 
»fter  material  which  we  shipped  was  unloaded  by  our  customer. 
The  railroad  companies  declined  our  claim,  stating  that  the  dif- 
•,ce  was  due  to  the  dirt  in  the  car,  on  which  they  demand 
the  same  rate  as  though  they  had  transported  the  entire  weight 
of  our  commodity. 

Answer:  In  the  case  of  the  National  Council  of  Farmers' 
iterative  Association  vs.  C.  B.  &  Q.,  34  I.  C.  C.  64,  and  ID 
;ns  for  Loss  and  Damage  to  Grain,  48  I.  C.  C.  571,  the  Inter- 
state Commerce  Commission  discusses  the  duty  of  the  carrier 
and  shipper  with  respect  to  the  furnishing  and  acceptance  of 
proper  equipment,  the  Commission  stating  that  It  is  the  duty  of 
a  shipper  before  loading  a  car  to  do  a  reasonable  amount  of 
cleaning  and  sweeping  when  necessary,  but  that  the  shipper 
should  refuse  to  accept  a  car  when  It  is  wholly  unfit  for  the 
purpose  for  which  It  is  ordered.  It  is  true  that  in  the  instant 
case  the  car  in  question  was  not  wholly  unfit  for  the  loading  of 
scrap  iron,  but  we  believe  that  it  was  at  least  the  duty  of  the 
shipper  to  call  the  carrier's  attention  to  the  fact  that  such  a 


considerable  amount  of  dirt  was  in  the  car  and  either  hard 
refused  to  accept  the  car  or  have  gotten  the  authority  of  the 
carrier  to  use  the  car  as  It  was  furnished,  with  the  understand- 
ing that  no  charge  would  be  made  for  the  dirt  contained  in  the 
car. 

We  know  of  no  decisions  of  the  Commission  Involving  such 
a  state  of  facts,  and  It  Is  somewhat  difficult  to  attempt  to  fore- 
cast what  their  decision  would  be.  However,  It  appears  to  us 
that  the  shipper  should  not  be  required  to  pay  for  the  trans- 
portation of  the  dirt,  particularly  In  view  of  the  fact  that  the 
courts  have  held  that  where  a  car  is  tendered  by  the  carrier 
the  shipper  has  a  right  to  assume  that  It  Is  proper  for  the 
purpose  for  which  it  Is  to  be  used. 

Liability  of  Consignor  for  Freight  Charges 

Missouri. — Question:  On  December  31,  1919,  we  billed  a 
carload  to  an  eastern  destination  to  a  warehouse  company  for 
account  of  a  consignee  at  another  location  and,  through  over- 
sight, the  railroad  billed  the  car  prepaid  and  we  paid  the  freight 
charges  by  mistake.  This  car  was  sold  f.  o.  b.  shipping  point 
and  on  July  6,  1920,  the  mistake  was  located  and  we  then  filed 
with  the  railroad  issuing  the  bill  of  lading  for  recovery  of  the 
amount  of  freight  charges. 

This  commodity  was  stored  at  destination  by  the  parties 
on  whom  we  drew  for  the  invoice  value  and  to  whom  this  com- 
modity was  sold.  On  June  14,  1920,  the  parties  to  whom  we 
sold  this  car  went  into  bankruptcy  and  the  railroad  has  now 
returned  our  claim  for  recovery  of  the  freight  charges,  de- 
clined for  the  reason  that  the  act  to  regulate  commerce  provide*, 
as  stated  by  them,  that  freight  charges  are  legally  due  from 
either  the  consignor  or  consignee  and  the  carriers  are  not  in- 
terested in  any  arrangement  between  the  shipper  and  receiver 
of  the  goods  as  to  who  pays  the  charges,  but  can  lawfully  col- 
lect from  whichever  is  most  available. 

Answer:  The  rule  Is  that  both  the  consignor  and  the  con- 
signee are  responsible  for  the  payment  of  the  lawfully  estab- 
lished rate,  the  former  as  the  party  with  whom  the  contract  of 
carriage  is  made  and  the  latter  as  the  prima  facie  owner  of 
the  goods.  A  carrier  Is  entitled  to  its  transportation  charges 
either  in  advance  or  upon  delivery  of  the  shipment  in  good 
order  at  destination.  If  the  carrier  cannot  collect  from  the 
consignee  it  may  look  to  the  shipper  for  payment. 

Sale   of   Unclaimed    Merchandise 

Ohio. — Question:  Some  months  ago  we  made  a  shipment 
to  a  consignee  in  a  western  state,  and  were  later  advised  by  the 
local  freight  agent  of  the  railroad  company  that  it  was  on  hand, 
refused. 

Owing  to  the  fact  that  papers  were  mislaid,  no  action  was 
taken  by  us,  and  a  month  or  so  later  we  received  another  notice 
stating  that  the  shipment  would  be  sold  on  a  certain  date,  as 
per  Director-General  of  Railroads'  Circular  34-B.  However,  the 
shipment  was  not  sold  by  them  on  the  date  they  mentioned,  but 
was  held  two  months  later,  and  sold  for  practically  nothing. 
They  have  now  presented  us  with  a  bill,  including  the  storage 
charges,  for  the  entire  time  they  held  the  shipment. 

We  feel  that,  inasmuch  as  they  notified  us  that  shipment 
would  be  sold  on  a  certain  date,  that  it  was  incumbent  upon 
them  to  do  so,  and  we  should  not  be  compelled  to  pay  storage 
charges  from  that  date.  The  shipment  in  question  was  held 
two  months  after  the  time  they  originally  notified  us  that  it 
would  be  sold,  and  if  they  can  bold  it  for  two  months  and  collect 
storage  charges,  what  would  prevent  them  from  holding  it  six 
months  or  more,  and  then  presenting  owner  a  bill? 

Answer:  The  sale  of  unclaimed  merchandise  and  the  pro- 
visions covering  such  sales  are  to  be  found  in  the  statutes  of 
the  state  in  which  delivery  of  the  shipment  is  made,  although 
during  the  period  of  federal  control  the  carriers  were  governed 
by  the  provisions  of  General  Order  34  of  the  Director-General 
of  Railroads.  The  shipper,  in  the  event  a  carrier  must  sell  the 
goods,  is  liable  for  the  difference  between  the  amount  realized 
from  the  sale  of  the  goods  and  the  total  amount  of  the  freight 
and  storage  charges,  assuming  that  the  carrier  has  made  a  rea- 
sonable effort  to  secure  a  fair  price  for  the  goods  sold.  Inas- 
much as  the  shipper  or  the  consignee  is  liable  for  the  freight 
charges  in  any  event,  we  do  not  believe  that  there  is  any  duty 
devolving  upon  the  carrier  to  sell  the  goods  within  any  specified 
period  of  time,  although  it  would  probably  be  held  that  the  car- 
rier could  not  hold  goods  indefinitely  and  charge  storage  there- 
for. 
Reconsignment  of  Double  or  Triple  Loaded  Can — Charge  for 

Utah.— Question:  Kindly  advise  the  correct  diversion 
charge  to  apply  on  double  and  triple  loaded  carload  shipments 
when  reconsigned  to  the  same  destination  and  delivery  made  at 
the  same  warehouse.  Some  carriers  are  charging  as  though 
one  carload,  while  others  charge  for  each  shipment  separately. 
Inasmuch  as  tariffs  show  diversion  charge  per  car  we  think  that 
carriers  are  In  error  In  assessing  this  charge  twice  for  double 
loaded  cars.  If  our  assumption  is  correct,  please  advise  specific 
authority  to  prove  point  to  satisfaction  of  railroad  auditors. 

Answer:  While,  in  the  instance  you  give,  the  physical 
handling  of  the  car  necessitates  but  one  movement,  this  is  only 
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for  each  shipment 

Commission  covering  the  question. 

Part  Shipment  Held  Pending  Arrival  of  Balance 

New  York.— Question:  We  made  a  shipment  on  June  10th 
of  one"ase  85  pounds  and  one  carton  40  pounds ,  on  one  bill  of 
lading  to  one  consignee.  The  one  case  reached  destination  and 
was  promptly  delivered,  consignee  paying  drayage  charges  of  75 
cents  Today  both  consignee  and  ourselves  are  in  receipt  of 
advices  from  delivering  carrier  that  the  carton  is ,  on  hand 
"refused"  We  have,  of  course,  sent  carrier  the  original  bill  of 
lading  which  will  permit  them  to  match  up  their  records  and 
lake  delivery,  but  consignee  will  be  compelled  to  pay  an  addi- 
tional 75  cents  drayage  for  this  package,  whereas  if  they  had 
arrived  together  as  shipped,  the  original  75  cents  drayage  would 
have  covered  both  packages.  Has  consignee  any  redress? 

Answer:  In  the  case  of  Darling  &  Co.  vs.  P.  C.  C.  &  St.  L,. 
Ry  Co  37  I  C  C.,  401,  the  Commission  held  that  demurrage 
was  properly  assessed  on  a  carload  of  fertilizer  held  at  destina- 
tion pending  the  arrival  of  a  second  car,  both  cars  having  been 
covered  by  a  single  bill  of  lading.  In  this  case  the  Commission 
said-  "Separation  of  cars  in  transit  is  a  common  incident  ot 
transportation,  involving  no  presumption  of  negligence  on  the 
part  of  the  carrier,  and  no  negligence  is  here  charged  or  shown. 
In  cases  where  delivery  of  less  than  an  entire  shipment  is  ten- 
dered the  consignee  has  the  alternative  of  either  releasing  the 
equipment  by  unloading  the  portion  offered  for  delivery  or  of 
paying  charges  prescribed  for  its  detention.  If  it  elects  to  defer 
unloading  until  the  arrival  of  the  entire  consignment,  it  cannot 
be  heard  to  complain  of  the  resulting  additional  cost.  A  rule 
beneficial  in  its  general  application  may  work  occasional  hard- 
ship, but  is  not  merely  on  that  account  to  be  condemned." 

It  would  seem  that  the  same  principle  would  apply  to  L. 
C.  L.  freight,  for  if  the  part  shipment  is  left  with  the  carrier 
the  consignee  must  pay  storage,  while  if  he  accepts  it  he  must 
pay  a  double  drayage  charge. 

HEARING  ON  I.  AND  S.  1280 

The   Traffic   World   Washington  Bureau 

Exceptional  earnestness,  sometimes  akin  to  friction,  in  which 
there  seemed  an  inclination  to  go  into  the  history  of  attempts 
to  establish  so-called  independent  steamship  lines  from  north 
Atlantic  to  Texas  ports  was  shown  at  the  adjourned  hearing  on 
I.  and  S.  No.  1280  in  which  are  suspended  tariffs  filed  by  or  in 
behalf  of  the  Mallory  and  Morgan  lines  in  which  they  propose  to 
make  the  same  rates  from  Philadelphia  and  New  England  points 
to  Texas  common  point  territory  that  they  make  from  New 
York.  That  is,  they  propose  to  absorb  the  difference  in  rail 
rates  to  the  port  so  that  a  shipper  from  Philadelphia  or  Phila- 
delphia rate  points  will  pay  no  more  than  the  shipper  from  New 
York  rate  points. 

Baltimore  and  Boston,  by  means  of  the  testimony  given  by 
Howard  P.  Shook,  traffic  manager  for  McCormick  &  Co.,  of  Balti- 
more, A.  E.  Beck,  representing  the  Merchants  and  Manufacturers' 
Association,  of  Baltimore,  and  W.  H.  Chandler,  speaking  for  the 
Boston  Chamber  of  Commerce  and  the  Associated  Industries  of 
New  England,  supported  the  proposal.  They  were  subjected  to 
extended  cross-examination  by  W.  A.  Glasgow,  of  Philadelphia. 
At  times  Examiner  Keene,  who  presided  in  place  of  Examiner 
Mullen,  before  whom  the  prior  testimony  was  taken,  suggested 
that  the  things  being  brought  out  under  the  guise  of  cross- 
examination  might  well  be  reserved  for  admitted  arguments  on 
brief.  Mr.  Glasgow  agreed  with  him,  but  suggested  that  perhaps 
the  whole  case  was  one  more  for  argument  than  for  testimony. 
In  the  argument  between  Mr.  Beck  and  Mr.  Glasgow,  the 
latter  seemed  to  be  proceeding  on  the  theory  that  because  Phila- 
delphia, on  traffic  from  the  west,  is  adjusted  differentially  under 
New  York,  a  similar  recognition  should  be  given  on  traffic,  rail 
and  water,  to  Texas  common  points.  That  position  was  attacked 
by  the  witnesses,  and  particularly  Chandler. 

Mr.  Beck  also  argued  that  differences  in  distance  was  only 
one  factor  in  the  matter.  He  and  Mr.  Glasgow  argued  over  a 
request  by  the  attorney  that  the  witness  assume  that  the  ad- 
justment would  ruin  the  Southern  Steamship  Company,  which 
operates  a  so-called  independent  line  from  Philadelphia  to  Hous- 
ton. Beck  said  that  no  sane  man  would  advocate  a  rate  adjust- 
ment that  would  have  such  an  effect,  but  he  declined  to  say  that 
he  would  be  opposed  to  the  adjustment  if  the  effect  would  be 
the  destruction  of  the  steamship  company. 

Mr.  Chandler  said  that  the  Boston  Chamber  had  supported 
the  application  of  the  Southern  Pacific  company  for  Panama 
canal  section  permission  to  continue  the  operation  of  its  boat 
line,  but  had  opposed  its  application  for  leave  to  extend  that 
service. 

"I'm  not  here  because  the  Southern  Pacific  has  asked  me  to 

support,  the  tariffs  under  suspension,  but  because  the  operation 

ot  the  tariffs  will  enable  New  England  to  do  business  in  Texas 

ommon  point  territory  on   terms  more  nearly  equal  to   those 

which  prevailed  before  General  Order  No.  28  and  the  rates  put 


25  cents  per  100  pounds  first  class.  Now  it  is 
eso  cents  aud  the  transportation  companies  have  quit  calling 
it  a  differential.  Now  they  call  it  a  difference.  I  have  noticed 
that  when  a  transportation  company  thinks  it  sees  an  oppor- 
tunity to  increase  rates,  it  changes  a  differential  to  a  difference. 
I'm  interested  only  in  the  relationship,  not  the  measure,  be- 
cause as  a  rule  the  measure  of  the  rate  is  a  minor  factor.  It 
is  a  major  factor  only  in  the  case  of  certain  commodities 

"We  believe  the  action  of  the  Morgan  and  Mallory  lines 
will  be  beneficial  to  New  England.  The  Southern  Pacific 
the  only  line  that  has  ever  done  anything  for  New  England. 
It  was  its  influence,  I  believe,  that  prevented  the  placing  of  the 
rail  and  water  rates  on  the  all-rail  basis  during  the  Railroad 
Administration. 

"I'm  not  willing  to  have  New  England  manufacturers 
rificed  on  the  altar  of  a  steamship  company.     If  the  Southern 
Pacific  gives  a  superior  service,  it  is  entitled  to  the  advantage 
arising  therefrom." 

On  cross-examination,  J.  R.  Bell,  for  the  Southern  Pacific 
line,  asked  if  it  was  not  a  fact  that  the  Southern  Steamship  Com- 
pany offers  to  carry  freight  from  New  England  via  Philadel- 
phia at  the  same  rates  the  Morgan  line  makes  from  New  York. 
Chandler  said  he  had  never  seen  a  Southern  Steamship  tariff, 
but  he  said  that  such  rates,  if  made,  would  be  in  accord  with  the 
principles  of  equalization  of  rates  through  different  ports. 


AID  IN  OBTAINING  CARGOES 

The  Traffic   World   Washington  Bureau 

H.  B.  Arledge,  assistant  traffic  manager  of  the  South  Atlantic 
Maritime  Corporation,  has  submitted  to  the  Shipping  Board  a 
proposal  looking  to  the  establishment  of  a  rule  under  which  pro- 
vision will  be  made  for  aiding  Shipping  Board  operators  in  ob- 
taining cargoes.  He  has  suggested  that  the  Board  allow  operators 
to  use  a  small  percentage  of  receipts  from  operations  for  the 
maintenance  of  traffic  offices. 

Mr.  Arledge  has  for  some  time  advocated  the  payment  of  a 
brokerage  fee,  but  the  Board  has  not  decided  to  re-establish  that 
practice  which  was  discontinued  last  year  on  the  recommendation 
of  the  West  Indian  conference. 

"It  is  certainly  not  possible  for  a  new  operator,  particularly 
one  who  handles  only  Shipping  Board  vessels,  to  make  a  proper 
solicitation  of  traffic  on  the  operating  commission  allowed  by  the 
Board,  and  if  the  operator  is  not  permitted  to  pay  the  usual 
brokerage  to  the  freight  brokers,  he  is  certainly  very  seriously 
embarrassed  in  his  efforts  to  secure  full  cargoes  for  his  Shipping 
Board  vessels,"  said  Mr.  Arledge.  "It  is  rather  difficult  to  justify 
the  payment  of  the  brokerage  on  cargo  to  certain  destinations 
and  not  to  others. 

"We  are,  however,  not  so  much  concerned  with  the  method 
of  securing  cargo  as  we  are  with  the  fact  that  it  must  be  secured. 
If,  therefore,  the  Shipping  Board  after  further  careful  considera- 
tion still  feels  that  brokerage  should  not  be  paid  on  Cuban  cargo, 
we  feel  that  the  Board  should  provide  some  other  means  of 
solicitation  by  its  operators.  For  instance,  the  Board  could  au- 
thorize this  company,  for  example,  to  establish  traffic  offices  at 
certain  important  points  and  have  those  offices  maintained  from 
a  fund  to  be  raised  by  charging  a  certain  percentage  against  all 
Cuban  cargo  secured  by  us,  such  percentage  to  be  charged 
against  the  operation  of  each  ship.  This  would  then  enable  us 
to  make  very  active  solicitation  of  cargo  for  our  Shipping  Board 
vessels,  and  at  the  same  time  meet  the  criticism  of  those  people 
who  oppose  the  payment  of  fees  to  freight  brokers  on  Cuban 
cargo. 

"The  Board,  as  the  largest  owner  of  tonnage,  should  cer- 
tainly be  interested  in  seeing  that  every  possible  effort  is  made 
to  secure  cargo  and  provide  the  means  of  enabling  its  new 
operators  to  secure  the  necessary  traffic  to  make  a  profitable 
showing  on  the  Board's  vessels." 


CLASS  RATES  TO  GREEN   BAY,  WIS. 

At  the  nearing  on  I.  and  S.  1290,  held  before  Examiner 
Bronson  Jewell  in  Chicago,  February  19,  Walter  E.  McCornack 
and  W.  F.  Kerwin,  traffic  commissioner  for  the  Green  Bay  Cham- 
ber of  Commerce,  appeared  for  the  protestants.  There  being 
no  appearance  for  the  respondents,  the  examiner  read  a  tele- 
gram from  the  chief  examiner,  which  stated  that  the  railroads 
had  agreed  to  cancel  the  tariffs  under  suspension,  thus  closing 
the  case. 


COAL  FROM   KY.,  TENN.  AND  VA. 

The  Commission  has  issued  a  supplemental  order  in  I.  and 
S.  No.  1214,  involving  rates  on  coal  from  Kentucky,  Tennessee 
and  Virginia  to  northern  and  northwestern  points,  under  which 
the  carriers  respondent  in  that  case  are  required  to  cancel,  on 
or  before  March  3,  the  rates  in  the  suspended  schedules  that 
were  found  not  justified  in  that  report.  It  has  also  discontinued 
the  case. 
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Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and   Digests  of  National   Reporter 
System,  Published  by  West  Publishing  Co..  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Charter   Party — Damages  for   Detention    Not  Within   Demurrage 
Provision: 

(Circuit  Court  of  Appeals,  Fifth  Circuit.)  A  clause  of  a 
charter  party  fixing  the  rate  of  demurrage  for  delay  beyond  the 
lay  days  after  time  for  loading  or  discharging  commenced  held 
not  to  measure  the  damages  for  detention  of  the  vessel  while 
awaiting  designation  by  the  charterer  of  the  port  of  loading. — 
Simar  Products  Co.  vs.  Mobile  &  Gulf  Nav.  Co.,  268  Fed.  Kept. 
815. 

Charter  Party — Sum  for  Which  Vessel  May  Be  Chartered  Meas- 
ure of  Damages  for  Detention  by  Charterer: 
The  sum  for  which  'a  vessel  can  be  chartered  in  the  market 
is  the  best  evidence  of  her  value  for  computing  damages  for  her 
dt'ti'ntion,  and,  in  the  absence  of  a  market  value,  the  value  of 
her  use  to  the  owner  in  the  business  in  which  she  was  engaged 
becomes  a  proper  basis  for  estimating  damages. — Ibid. 
Charter  Party — Determination  of  Time  Charter  Value  of  Vessel: 
The  time  charter  value  of  a  vessel  may  be  arrived   at  by 
est i mating  the  time  which  is  ordinarily  consumed  in  making  a 
voyage,  where  she  is  employed  in  carrying  cargoes  at  a  fixed  rate 
or  freight.— Ibid. 

Charter  Party — Interest  on  Damages  for  Detention  by  Charterer: 
Interest  on  damages  awarded  against  a  charterer  for  deten- 
tion of  the  vessel  should  be  computed  from  the  termination  of 
the  detention  rather  than  from  the  beginning. — Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION   OF  COMMON  CARRIERS 

Limitation  of  Liability  for  Non-Delivery  of  Interstate  Telegram 
Binding: 

(Supreme  Court  of  Mississippi,  Division  B.)  Where  a  suit 
was  instituted  for  damages  for  the  non-delivery  of  a  telegram, 
and  a  special  plea  was  filed  alleging  that  the  message  was  an 
inttrstate  message,  and  that  conditions  written  on  the  back  of 
the  telegram  exempted  the  company  from  damages  beyond  a 
certain  amount  stated  therein,  it  was  error  to  sustain  a  demurrer 
to  such  pleas,  and  where  the  amount  recovered  was  in  excess 
of  the  maximum  amount  stipulated  for  in  the  contract,  the  judg- 
ment will  be  reversed. — Western  Union  Telegraph  Co.  vs.  Hal- 
bcrt.  86  So.  Kept.  760. 

(Supreme  Court  of  Mississippi,  Division  B.)  Where  a  suit 
was  instituted  for  damages  for  the  non-delivery  of  a  telegram, 
and  a  special  plea  was  filed  alleging  that  the  message  was  an 
interstate  message,  and  that  conditions  written  on  the  back  of 
the  telegram  exempted  the  company  from  damages  beyond  a 
certain  amount  stated  therein,  it  was  error  to  sustain  a  demurrer 
to  such  pleas,  and  where  the  amount  recovered  was  in  excess 
of  the  maximum  amount  stipulated  for  in  the  contract,  the 
judgment  will  be  reversed. — Western  Union  Telegraph  Company 
vs.  Allsworth,  86  So.  Kept.  762. 
Liability  of  Consignee  for  Freight  Charges: 

(Supreme  Court  of  Wisconsin.)  In  an  action  against  the 
consignee  for  the  freight  on  an  interstate  lumber  shipment,  the 
fact  that  the  railroad  company's  agent  negligently  delivered  an 
•  xp<  nse  bill  showing  all  freight  charges  prepaid,  whereupon  the 
consignee  paid  the  consignor  the  full  contract  price,  though  the 
lumber  was  to  be  delivered  at  destination,  f.  o.  b.,  is  no  defense, 
for  the  interstate  commerce  act  (U.  S.  Comp.  St.  8565)  forbids 
common  carriers  from  giving  any  preference  or  advantage  to 
any  person  or  subjecting  any  person  to  any  undue  or  unreason- 
able prejudice  or  disadvantage,  and  to  hold  that  the  railroad 
company,  by  reason  of  estoppel,  hiight  be  prevented  from  collect- 
ing the  freight  due  wculd  violate  the  rule  of  public  policy  thus 
IIP  sorihod.  Chicago  &  N.  W.  Ry.  Co  vs.  J.  I.  Case  Plow  Works, 
180  N.  W.  Rept.  846. 
Telegraphs  and  Telephones — Valuation  for  Fixing  Rates: 

(District   Court,   S.   D.,  Texas.)     The  value  of  the  property 

iniblic  service  corporation,  as  a  telephone  company,  for  the 

purjiosr  i  i  <!<.;<>nnin:ng  the  reasonableness  of  rates,  is  to  be  taken 

t  the  time  of  the  inquiry,  with  allowance  for  increase  or 
decrease  in  value  above  or  below  its  original  cost,  and -consid- 


, also,  the  cost  of  reproduction.— Southwestern  Telegraph 
&  Telephone  Co.  vs.  City  of  Houston,  268  Fed.  Kept  878. 

A  contract  embodied  in  a  city  ordinance,  permitting  the 
miTger  of  two  telephone  companies  and  Its  acceptance,  providing 
that  there  should  be  no  increase  In  rates  unless  necessary  to 
permit  the  new  company  to  earn  a  fair  return  on  "its  capital 
actually  invested,"  in  the  local  plant,  where  fully  executed  by 
acceptance  of  the  ordinance  and  taking  over  and  operating  the 
property,  held  binding  on  the  company,  and  to  fix  the  valuation 
on  which  it  was  entitled  to  earn  a  fair  return.— Ibid. 

Where  a  contract  between  a  city  and  a  telephone  company, 
made  by  an  ordinance,  and  its  acceptance,  fixed  the  valuation 
of  the  company's  property  for  rate  purposes  as  "its  capital 
actually  invested"  in  the  plant,  no  addition  can  be  made  to  such 
valuation  for  going  concern  value  of  the  plant. — Ibid. 
Telegraphs  and  Telephones — Working  Capital  Defined: 

The  "working  capital,"  on  which  a  telephone  company  Is 
entitled  to  earn  a  fair  return,  in  addition  to  the  value  of  its 
physical  property,  is  the  amount  of  cash  and  supplies  necessary 
to  be  kept  on  hand  to  meet  current  expenses  and  contingencies 
as  they  arise  in  the  proper  conduct  of  the  business. — Ibid. 
Telegraphs  and  Telephones — Contracts  with  Controlling  Corpora- 
tion for  Supplies  Not  Invalid: 

Contracts  under  which  complainant  telephone  company  paid 
the  American  Telephone  and  Telegraph  Company  for  apparatus 
and  services  in  accounting  and  laboratory  work,  and  a  supply 
company  for  apparatus  and  supplies,  practically  all  of  the  stock 
of  both  complainant  and  the  supply  company  being  owned  by 
the  American  Company,  held  not  invalid,  in  the  absence  of  evi- 
dence that  the  prices  paid  were  excessive  or  that  they  were  not 
advantageous  to  complainant. — Ibid. 
Telegraphs  and  Telephones — Ordinance  Rates  Confiscatory: 

Rates  for  service  by  a  telephone  company  fixed  by  ordinance 
held  confiscatory  and  not  enforceable,  and  the  company  held 
entitled  to  an  increase  which  would  enable  it  to  earn  a  net  return 
of  8  per  cent  on  the  capital  invested. — Ibid. 

Telegraphs  and  Telephones — Findings  of  Master  Not  Conclusive 
in  Suit  to  Enjoin  Enforcement  of  State  Statute: 
In  a  suit  to  enjoin  enforcement  of  a  state  statute  or  mu- 
nicipal ordinance  en  constitutional  grounds,  the  court  must  ex- 
ercise its  own  judgment,  unfettered  by  artificial  rules,  and  cannot 
be  concluded  by  findings  of  fact  made  by  a  master. — Ibid. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  arid  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests   of  National    Reporter 

System,  published  by  West  Publishing  Co..  St    Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR   INJURY  TO  GOODS 

Carrier  Liable  for  Loss  from  Fire  Started  by  Mob,  Where  Neg- 
ligent: 

(Court  of  Appeals  of  Kentucky.)  Though  a  mob  in  course 
of  a  race  riot  started  a  fire  which  burned  a  shipment,  that  fact 
alone  does  not  relieve  the  carrier,  where  by  the  exercise  of 
ordinary  care  it  might  have  saved  the  shipment. — Southern  Ry. 
Co.  in  Kentucky  vs.  John  T.  Barbee  &  Co.,  226  S.  W.  Rept.  376. 

While  a  carrier  of  goods,  as  a  railroad  company,  may  con- 
tract against  liability  for  loss  of  goods  in  transit  through  mobs 
or  riots,  it  cannot  contract  against  its  own  negligence,  and  is 
bound  to  exercise  due  care,  though  a  lict  be  in  progress  and 
imperil  the  goods. — Ibid. 

Where  in  the  case  of  a  race  riot  in  East  St.  Louis  in  1917 
fires  were  started  near  railroad  yards,  the  mobs  burning  down 
negro  shacks  in  the  vicinity,  the  railroad  company  is  liable  for 
the  loss  of  a  shipment,  where  there  was  no  hostility  displayed 
by  the  mobs  to  the  railroad  company's  property,  and  there  was 
a  great  delay  in  sending  for  an  engine  to  draw  the  car  containing 
the  shipment  into  a  point  of  safety,  it  appearing  that  no  suffi- 
cient guard  was  placed  around  the  yards,  and  no  arrangements 
made  by  the  railroad  officials  to  keep  in  touch  with  events. — Ibid. 
Terminal  Carrier  Not  Liable  for  Shortage  Occurring  Before  It 

Received   Shipment: 

(Court  of  Civil  Appeals  of  Texas,  Texarkana.)  A  terminal 
carrier  was  not  liable  at  common  law  for  shortage  in  the  quan- 
tity of  oats  in  a  car  as  stated  in  a  diversion  order  issued  by  it 
en  the  original  bill  of  lading,  where  the  loss  occurred  before 
the  car  was  delivered  to  it,  and  it  is  not  made  liable  for  such 
IOFS  by  any  statute,  whether  the  shipment  was  interstate  or 
intrastate.— Lancaster  et  al.  vs.  Smith  et  al.,  226  S.  W.  Rept.  460. 

Where  the  trial  court  did  not  find  the  time  of  shipment  on 
the  lice  of  the  terminal  carrier  was  unreasonable,  and  found  only 
the  amount  of  the  decline  in  the  market  between  the  date  of 
issuance  of  a  diversion  order  by  the  carrier  before  the  car  was 
received  from  a  connecting  carrier  and  the  delivery  of  goods. 
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TRANSPORTATION  AND  DELIVERY  BY  CARRIE 
Carrier  May  Refuse  to  Transport  Trunk  Containing  Intoxicating 
Liquors: 


TRAFFIC    WORLD 

could  readily  have  been  removed  from  the  trunk  and  its  other 

CARRIAGE  OF  LIVE  STOCK 
Delay-Carrier  to  Excuse  Must  Notify  Shipper  of  Congestion  at 


Civil  Appeals  of  Texas,  Austin.)     A  carrier  should 
nottfWBhipW  of  stock  of  a  crowded .and  congested  condition 


2h266  IT  ReTm     VS-   HinC8'    DireCt°r-General   °£   Rallr°ad  ^Btrde^on  Carrier  to  Excuse  Prima  Facie.  Unreasonab.e: 

A  clrrierP  in  checking  a  trunk  could  rely  on  the  implied  '  a*      ima  facie  case  of  unreasonable  delay  having  been  shown 

repeat  on  that  It  contained  only  what  could  go  as  proper  ,    an  ayctlon  by  a  shipper  for  damages  to  a  shipment  of  stock,  it 

baggage  and  on  discovering  that   it   contained   articles   which  wag  incumbent  upon  the  defendant  to  prove  a  valid  excuse.- 

%^'&^'ti&^to£™™^«™  ™^iestimony  of  L06S  of  stock  on  other  Shipments  Ad" 

D0t  Whe    aTailroad  discovered  that  an  unmarked  trunk  checked  ™San  Action 'for  damages  to  shipment  of  stock  by  reason  of 

bv  a  passenger  traveling  to  dry  territory  contained  intoxicating  negiigent   delay  and  improper   bedding,   it  was   permis 

liquor  in  violation  of  U.  S.  Comp.  St.  8739,  it  was  excused  from  lalntiff  to  testify  as  to  whether  he  ever  had  ^^f^ k^ 

transporting  and  delivering  the  trunk  and  its  contents  in  the  dry 

territory. — I  DIG.  ud.diuu.ut>  &  *  ^w^.     -.—-—. 

Carrier  Liable  for  Failure  to  Transport  and  Deliver  Trunk  and  pleading— Not  Necessary  to  Allege  Evidential  Facts 


Contents  Other  Than  Whisky  When  Illegally  Confiscated  by 

Government  Officer: 

Where  a  United  States  revenue  officer  seized  a  trunk  which 
contained  whisky  in  violation  of  U.  S.  Cr.  Code,  240  (U.  S.  Comp. 
St.  10410),  and  confiscated  the  trunk  and  its  other  contents  as 
well  as  the  whisky,  when  the  whisky  could  have  been  readily 
removed  from  the  trunk  and  its  other  contents,  the  officer  indi 
eating  at  once  an  intention  to  confiscate  not  only  the  whisky 
but  the  trunk  and  other  contents,  the  mere  fact  of  the  seizure  and 
confiscation  did  not  relieve  the  carrier  of  liability  for  failure  to 
properly  care  for  the  trunk  and  the  contents  other  than  the 
whisky.— Ibid. 

Where  passenger  going  to  another  state  checked  a  trunk 
containing  whisky  in  violation  of  U.  S.  Cr.  Code,  240  (U.  S.  Comp. 
St  10410),  and  the  trunk  and  contents  were  seized,  the  carrier, 
as  to  the  trunk  and  contents  other  than  whisky,  was  liable  at 
least  as  a  gratuitous  bailee,  and  could  be  held  responsible  for 
gross  negligence  in  handling  and  dealing  with  the  trunk  and  its 
contents. — Ibid. 
Burden  Upon  Carrier  to  Show  Exercise  of  Care  as  to  Lost  Trunk 

and  Contents: 

In  an  action  to  recover  the  value  of  a  trunk  and  contents 
which  defendant  carrier  failed  to  transport  and  deliver,  a  gov- 
ernment official  having  confiscated  the  trunk  and  contents  by 
reason  of  its  containing  several  bottles  of  whisky  in  violation 
of  U.  S.  Cr.  Code,  240  (U.  S.  Comp.  St.  10410),  the  burden  of 


in   the   same   quantity    at   any   other   time   when   shipped   ove 
defendant's  road. — Ibid. 

,djng — Not  Necessar,    „  _- 

The  plaintiff  need  not  allege  evidential  facts  upon  which  he 

Appeal    and    Error— Bill    Not   Sustained    by    Statement   of    Facts 
Presents  No  Question: 

Where  statement  of  facts  fails  to  show  any  testimony  giver 


well  as  the  whisky,  when  the  whisky  could  have  been  readily      by  a  wjtness  on  the  question  of  reasonable  time  for  shipment 

_.  ....  .^ *__»..   «.„  „«„„„  ,-,,,n.     of  gtock  ag  complained  Of  in  a  bill  of  exception,  assignment  tl 

court   erred  in   overruling   objection   to   question,   "Please   state 
whether  or  not  these  cattle  were  in  such  condition  to  stand  t 
trip  if  they  had  been  handled  in  the  usual  and  ordinary  mannei 
and  had  reached  their  destination  in  a  reasonable  time  in  a  cai 
that  was  bedded  in  the  usual  way,"  and  an  answer,  "1  think  they 
would  have  stood  the  trip  all  right,"  cannot  be  sustained  i 
appeal. — Ibid. 
Switching  Company  Held  Agent  of  Carrier  and   Not  Conne< 

Where  carrier  undertook  transportation  and  delivery  of  stock 
at  a  certain  point  and   employed  a  switching  company  as  i 
agent  and  instrumentality  to  make  the  delivery,  the  switchmi 
company  was  its  agent,  for  whose  negligence  it  was  as  muc 
liable  as   for  negligence  occurring  on  its  own  line,  and  it 
liable  for  damages  to  the  cattle  and  loss  occasioned  by  unrea- 
sonable delay. — Ibid. 

In  an  action  for  damages  to  a  shipment  of  stock  occas 
by  unreasonable  delay,  held  that  a  switching  company,  although 
it  might  be  regarded  as  a  transportation  company,  was  not  : 


proof  was  on  defendant  carrier  to  .show  that  it  exercised  proper     connecting  carrier  for  whose  negligence  defendant  would  not  be 

liable.— Ibid. 

Carrier,  having  contracted  to  deliver  a  shipment  of 
to  certain  parties  at  a  certain  point,  could  not  delegate  its  duty 
to  provide  proper  facilities  for  delivering  the  stock  in  question 
to  a  switching  company  and  thereby  escape  liability  for  the 
negligence  of  the  switching  company,  under  Rev.  St.  1911,  art. 
6687.— Ibid. 


care  with  reference  to  the  property  other  than  the  whisky,  which 
was  imposed  on  it  as  at  least  a  gratuitous  bailee.— Ibid. 
Whether  Proper  Care  Exercised  by  Carrier  Matter  for  Jury: 

In  an  action  to  recover  the  value  of  a  trunk  and  contents 
which  defendant  carrier  failed  to  transport  and  deliver,  a  gov- 
ernment official  having  seized  the  trunk  by  reason  of  its  con- 
taining several  bottles  of  whisky  in  violation  of  U.  S.  Cr.  Code, 
240  (U.  S.  Comp.  St.  10410),  whether  carrier  exercised  proper 
care  as  to  the  trunk  and  the  contents  other  than  the  whisky 
held  a  question  for  the  trial  court  sitting  without  a  jury,  the 
government  official  having  confiscated  the  trunk  and  other  con- 
tents as  well  as  the  whisky. — Ibid. 
Passenger  Limited  to  Agreed  Valuation  for  Lost  Trunk: 

Where  plaintiff  passenger  checked  a  trunk  under  an  agreed 
valuation  of  $100,  and  the  trunk  was  seized  by  a  government 
official  by  reason  of  Its  containing  whisky  in  violation  of  U.  S. 
Cr.  Code,  240  (U.  S.  Comp.  St.  10410),  and  the  carrier  was  neg- 
ligent in  permitting  the  government  official  to  dispose  of  the 
trunk  and  contents  other  than  the  whisky,  plaintiff  could  re- 
cover no  more  than  $100,  notwithstanding  that  his  wrong  in 
placing  the  whisky  in  the  trunk  may  have  changed  the  degree 
of  care  or  other  incidents  of  defendant's  liability.— Ibid. 
Shipment  of  Trunk  Containing  Whisky  Violation  of  Law: 

Shipment  of  an  unmarked  trunk  containing  whisky  from 
one  state  to  another,  checked  by  a  passenger,  would  be  in  plain 
violation  of  U.  S.  Cr.  Code,  240  (U.  S.  Comp.  St.  10410),  requir- 
ing that  a  package  containing  intoxicating  liquors  be  labeled  on 
the  outside  when  shipped  in  interstate  commerce. — Ibid. 
Revenue  Officer  Could  Confiscate  Whisky  Contained  in  Trunk, 

but  Not  Trunk  and   Other  Contents: 

If  an  unmarked  trunk  checked  by  a  passenger  traveling  to 
another  state  contained  whisky,  seizure  of  the  whisky  by  a 
United  States  revenue  officer  and  its  confiscation  by  him  was  a 
proper  and  lawful  act,  under  U.  S.  Cr.  Code,  240  U.  S.  Comp  St 
10410).— Ibid. 

That  an  unmarked  trunk  in  interstate  commerce  contained 
hisky  In  violation  of  U.  S.  Cr.  Code,  240  (U.  S.  Comp  St.  10410) 
justify  a  United  States  revenue  officer  in  seizing  and 


ting  the  trunk  and  other  contents,  where  the  whisky     proceeding. 


CONSTRUCTION  PERMISSION  DENIED 

The  Traffic  World   Washington  Bureau 

Holding  that  the  application  of  the  Western  Pacific  for 
authority  to  construct  a  branch  line  of  1.75  miles  in  length  in 
Butte  county,  California,  involved  only  a  spur  track,  the  Com- 
mission has  dismissed  the  application  (Finance  Docket  No.  "i 
on  the  ground  that  the  proposed  construction  does  not  come 
within  the  meaning  of  that  part  of  the  transportation  act  re- 
quiring approval  of  the  Commission. 

"The  proposed  line  is  to  be  1.75  miles  in  length,"  the  Com 
mission  said,  "extending  from  the  applicant's  main  line  at  Bid- 
well  to  a  point  called  Bidwell  Bar.  The  branch  will  terminate 
in  a  tract  of  timber  and  no  station  is  to  be  established  thereon. 
The  sole  purpose  of  the  extension  is  to  reach  such  tract 
timber,  which  is  not  at  present  accessible  to  any  line  of  rail- 
road. No  future  extension  of  the  branch  is  contemplated.  The 
only  traffic  that  will  move  over  the  branch  will  be  logs,  all 
owned  by  one  lumber  company,  which  operates  a  mill  at  Oro- 
ville,  about  10  miles  from  Bidwell,  on  the  applicant's  main 
line.  No  other  shipper  will  or  can  be  served  by  the  branch. 
The  operation  will  be  purely  a  switching  movement  from  Bid- 
well,  where  the  billing  of  the  log  shipments,  in  any  event,  must 
be  done.  No  passenger  service  over  the  proposed  branch  will 
be  required. 

"Upon  the  facts  presented,  we  are  of  the  opinion  that  the 
branch  line  in  question,  if  built  to  serve  the  purpose  indicated, 
will  be  a  spur  track,  within  the  meaning  of  paragraph  (22), 
Section  1  of  the  interstate  commerce  act,  and  that  paragraphs 
(18)  to  (21),  both  inclusive,  of  said  section,  do  not  apply  to  the 
construction  proposed.  An  order  will  be  entered  dismissing  the 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


SPEED  IN  FREIGHT  MOVEMENT 

I'M  it  or  The  Traffic  World: 

We  again  wish  to  call  your  attention  to  the  prompt  move- 
ment we  are  receiving  on  carload  shipments  of  Jell-O  destined 
various  points.  We  believe  the  railroads  are  doing  everything 
in  their  power  to  speed  up  movement  of  carload  traffic,  and  are 
again  citing  a  case  which  has  been  called  to  our  attention. 

A  carload  of  Jell-O  destined  East  St.  Louis,  111.,  routed 
Wabash,  was  forwarded  from  Buffalo  the  morning  of  the  twelfth 
and  arrived  in  East  St.  Louis  on  the  morning  of  the  fourteenth. 
It  was  delivered  to  consignee  the  morning  of  the  fifteenth.  An- 
other carload  of  Jell-O,  destined  Kansas  City,  Mo.,  went  west 
from  Buffalo  over  the  Wabash  the  morning  of  the  ninth  and 
arrived  at  destination  the  morning  of  the  fourteenth. 

Another  carload  Jell-O,  destined  Davenport,  la.,  routed  from 
Buffalo,  Nickel  Plate  and  Rock  Island,  went  west  from  Buffalo 
11  a.  m.  on  the  tenth  and  was  delivered  to  the  Rock  Island  on 
the  twelfth. 

Service  of  this  kind,  we  believe,  should  be  supported  by 
shippers  who  appreciate  prompt  movement. 

The  Genesee  Pure  Food  Company, 
H.  L.  Gayton,  Traffic  Manager. 

Le  Roy,  N.  Y.,  Feb.  16,  1921. 


A  CORRECTION 

Editor  The  Traffic  World: 

I  note  the  report  in  the  issue  of  February  19  of  the  hear- 
ing in  Chicago,  February  16  and  17,  in  regard  to  Docket  No. 
11699.  The  statements  as  to  the  testimony  I  presented  are 
not  exactly  in  accordance  with  what  I  said. 

I  think  it  is  a  well-known  fact  that  the  minimum  weight 
on  packing-house  products  is  30,000  pounds  and  on  fresh  meats 
21,000  pounds.  It  is  almost  equally  well  known  that  the  mini- 
mum weight  applicable  on  mixed  carloads  of  these  commodities 
is  24,000  pounds.  It  was  these  figures  that  I  presented  to  the 
Interstate  Commerce  Commission  rather  than  the  ones  you 
mentioned. 

American  Farm  Bureau  Federation, 
C.  B.  Hutchings,  Assistant  Traffic  Manager. 

Chicago,  Feb.  23,  1921. 


ACCURACY  OF  RAILROAD  SCALES 

Editor  The  Traffic  World: 

Relative  to  the  method  of  scale  weighing  adopted  by  dif- 
ferent carriers,  and  with  reference  to  a  letter  of  Charles  H. 
Mohan,  in  the  February  12  issue  of  The  Traffic  World,  would 
appreciate  this  opportunity  of  relating  one  of  our  experiences. 
This  particular  instance  concerns  a  car  of  watermelons  loaded 
at  a  South  Carolina  point  on  the  Seaboard  Air  Line  Railway. 
The  shipper  has  furnished  an  affidavit  that  1,260  watermelons 
were  loaded,  weighing  from  15  to  25  pounds  each,  and  being 
of  an  average  weight  of  18  pounds,  or  a  total  of  22,680  pounds. 

This,  of  course,  being  under  the  minimum  for  this  com- 
modity, we  were  willing  to  pay  on  a  minimum  carload  basis  of 
24,000  pounds.  The  carriers,  however,  maintain  that  this  car 
was  weighed  in  transit,  and  scaled  35,000  pounds.  On  filing 
claim  for  this  overcharge,  carriers  contend  that  their  scale 
weight  should  be  upheld,  and  have  twice  declined  our  claim. 
Having  furnished  comparative  freight  bills,  also  account  of  sales 
covering  watermelons  loaded  from  the  same  section  during  the 
same  period,  we  believe  we  have  supplied  sufficient  evidence  to 
enable  carriers  to  refund  the  overcharge  on  this  shipment,  which 
is  a  matter  of  $63. 

We  know  as  well  as  the  shipper,  that  this  carload  of  water- 
melons could  not  have  weighed  35,000  pounds,  and  yet  carriers 
•efuse  to  recede  from  their  position.  It  has  been  our  experience 
that  scale  weighing  invariably  works  to  the  disadvantage  of 
the  shipper,  and  we  also  believe  that  a  great  number  of  unjust 
charges  have  been  collected  on  a  basis  of  this  method  of  weigh- 
ing. Would  appreciate  hearing  from  some  of  your  readers  rela- 
tive to  this  subject. 

Boston,  Mass.,  Feb.  17,  1921.  O.  E.  Spooner. 

COST  OF  DISTRIBUTING  TARIFFS 

Editor  The  Traffic  World: 

With  reference  to  your  note  at  the  bottom  of  my  letter 
published  on  page  347  of  The  Traffic  World,  February  12: 


When  writing  the  above  mentioned  letter,  It  was  fully  real- 
ized that  the  first  cost  of  printing  was  the  largest.  However, 
the  costs  for  additional  copies  was  exceedingly  large.  There  Is 
another  fact  which  has  evidently  been  overlooked,  and  that  Is 
the  expense  incurred  in  the  handling  of  unnecessary  issues, 
not  only  in  distribution,  but  at  the  small  agencies.  When  tariffs 
are  received  from  the  printer,  It  is  necessary  to  employ  a  force 
to  handle  the  distribution  of  the  issue,  which  entails  counting, 
stamping  and  mailing  of  the  issue  to  the  various  firms  and  line 
agents — also  connecting  lines.  When  the  agent  receives  copies 
of  tariffs  which  he  does  not  use,  he  is  required  by  law  to  post 
and  retain  on  file  in  his  station,  until  such  time  as  they  are 
cancelled.  By  figuring  the  labor  saved  in  dollars  and  cents,  it 
can  readily  be  seen  what  the  amount  of  saving  would  be  if  all 
railroads  could  secure  permission  from  the  Interstate  Commerce 
Commission  to  abandon  the  furnishing  and  posting  of  unneces- 
sary issues  which  are  not  used  at  the  smaller  stations. 

I  am  sorry  my  first  letter  was  not  specific  enough  to  show 
the  amount  saved  in  the  labor,  etc.,  in  addition  to  printing  costs. 
O.  M.  Scarff,  Traffic  Manager,  Allith-Prouty  Co. 

Danville,  111.,  Feb.  22,  1921. 


STEAM  AND  ELECTRIC  CONSOLIDATION 

Editor  The  Traffic  World: 

Under  section  407,  paragraph  4,  of  the  transportation  act, 
1920,  the  Interstate  Commerce  Commission  is  to  work  toward 
the  consolidation  of  railroads  into  a  limited  number  of  systems, 
providing  this  can  be  done  with  competition  preserved  and  with- 
out disturbing  existing  routes  and  channels  of  trade  and  com- 
merce. 

Even  the  commencement  of  such  consolidations  is  In  the 
distant  future  because  of  the  enormity  of  the  task  and  the  re- 
sponsibility connected  with  it.  A  number  of  plans  have  been 
submitted,  and  believing  suggestions  to  be  always  In  order,  we 
venture  to  tread  on  an  angle  of  transportation  that  has  been 
permitted  to  shift  for  itself,  to  a  certain  extent,  at  least. 

We  hear  at  times  about  the  railroad's  loss  in  handling  pack- 
age freight,  particularly  short  haul  freight.  We  hear  of  the 
loss  of  freight  to  the  interurban  trucking  lines.  Merchandise 
cars  run  light  because  the  business  is  not  there.  Ten  to  twelve 
thousand  pounds  of  L.  C.  L.  freight  very  often  move  in  a  sixty 
or  eighty  thousand  capacity  car.  Handling  charges  of  10  cents 
per  package  have  been  suggested  as  a  possible  means  of  over- 
coming the  deficiency  between  the  gross  revenue  and  the  actual 
cost  of  handling. 

Some  if  not  all  of  these  facts  or  fancies,  and  others  not 
mentioned,  seem  to  point  to  the  necessity  for  harmonization  of 
steam  and  electric  lines,  particularly  where  the  two  parallel. 
There  is  a  competition  that  seems  to  be  destructive.  The  rail- 
road loses  much  freight  to  the  electric  line.  The  electric  line 
could  render  a  better  service  if  It  had  more  freight.  It  usually 
has  smaller  cars,  and  Is  really  an  L.  C.  L.  line.  Many  electric 
lines  have  endeavored  to  get  into  car  load  business.  By  a  con- 
solidation of  the  two,  especially  where  they  parallel,  freight,  car 
load  or  less,  as  well  as  passengers,  could  be  shipped  by  steam  or 
electricity,  whichever  proved  the  most  efficient.  This  would 
probably  mean  that  the  electric  service  could  be  piled  up  with 
the  short  haul  L.  C.  L.  freight  and  passengers.  The  steam 
road  could  be  given  the  right  of  way  for  heavy  traffic,  including 
long  haul  movement.  The  accommodation  train  could  largely 
be  eliminated.  In  time  the  trolley  wire  could  be  moved  over  to 
the  railroad's  right  of  way,  and  an  actual  physical  consolidation 
perfected. 

The  thoughts  expounded  above  are  very  much  In  the  rough, 
but  it  does  seem  to  the  writer  that  there  Is  opportunity  for  a  world 
of  Improvement,  and  that  untold  sums  of  money  could  be  saved, 
and  much  Improved  service  rendered. 

H.  G.  Huhn,  Traffic  Manager,  Owens  Bottle  Co. 

Toledo,  O.,  Feb.  16,  1921. 


L.  &    N.    LOAN 

Permission  to  pledge  as  collateral  security  on  short-term 
notes  $22,164,000  of  various  classes  of  Its  bonds  and  $4.126.725 
shares  of  railroad  stock  held  by  It  Is  asked  by  the  Louisville 
&  Nashville  In  a  petition  filed  with  the  Commission.  The  Im- 
mediate purpose  of  the  authority  requested,  the  company  states, 
is  to  pledge  certain  of  the  securities  for  a  loan  of  $4,500,000 
from  J.  P.  Morgan  &  Co.  The  loan  Is  to  be  applied  on  the 
purchase  price  of  equipment. 
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UTAH  RATES,  FARES  AND  CHARGES 

Tht  Tragic  World   Washington  Bureau 

In  No.  11831.  Utah  Rates,  Fares  and  Charges,  the  Commis- 
sion has  ordered  the  carriers  to  remove  on  or  before  April  1  the 
discrimination  against  interstate  commerce  caused  by  intrastate 
passenger  fares  and  excess  baggage  charges  lower  than  inter- 
state charges,  but  it  held  that  the  intrastate  rates  on  ore  and 
coal  were  reasonably  high  and  not  unreasonably  preferential,  un- 
duly prejudicial,  or  unjustly  discriminatory  against  interstate 
commerce. 

COMMENT  ON  INDIANA  CASE 

The  Traffic   World   Washington  Bureau 

Commenting  on  the  exception  made  as  to  intrastate  rates  on 
coal  moving  30  miles  or  less  by  the  Commission  in  the  Indiana 
intrastate  rate  decision,  John  E.  Benton,  general  solicitor  of 
the  National  Association  of  Railway  and  Utilities  Commissioners, 
in  a  bulletin  to  state  commissions,  Feb.  18,  said: 

"It  will  be  noted  that  the  exception,  like  exceptions  of  commu- 
tation rates  in  orders  heretofore  made,  involves  a  denial  of  the 
claim,  uniformly  made  by  carriers,  that  failure  to  make  a  percent- 
age increase  of  an  intrastate  rate  equal  to  the  percentage  author- 
ized by  the  federal  commission  necessarily  creates  a  discrimination. 
On  the  other  hand,  it  will  be  noted  that  to  the  contention  made 
on  behalf  of  Indiana  that  the  advance  proposed  in  brick  rates 
will  create  a  discriminatory  situation  by  placing  rates  in  Indi- 
ana on  a  higher  level  than  in  Illinois,  the  Commission  said: 
'A  further  increase  in  the  Illinois  intrastate  rates  may  be  neces- 
sary, but  that  matter  must  be  left  for  treatment  in  another  pro- 
ceeding. No  good  reason  appears  why  we  should  not  require  the 
removal  of  the  discrimination  against  interstate  commerce  that 
results  from  the  Indiana  intrastate  rates.' " 


KENYON  BILL  INTRODUCED 

The   Traffic   World    Washington   Bureau 

The  bill  (S.  5020)  introduced  February  18  in  the  Senate  by 
Senator  Kenyon  of  Iowa,  providing  for  amendment  of  the  trans- 
portation act  with  a  view  to  giving  the  states  exclusive  control 
over  intrastate  rates,  is  brief.  It  provides  for  the  insertion  of  the 
words  "in  interstate  commerce"  after  the  word  "charges"  in  tha 
first  sentence  of  Section  15-a  of  the  interstate  commerce  act 
which  constitutes  a  definition  of  "rates,"  the  object  being  to 
limit  the  jurisdiction  of  the  Commission  wholly  to  interstate 
rates. 

In  subdivision  (2)  of  section  15-a,  the  bill  provides  for  the 
addition  of  the  following:  "Provided,  further,  that  ths  Commis- 
sion shall  have  no  power  to  fix  or  adjust  rates,  either  passenger 
or  freight,  which  are  entirely  within  a  state,  and  such  power  to 
fix  or  regulate  intrastate  rates  is  hereby  conferred  entirely  upon 
the  respective  states."  That  is  all  there  is  to  the  bill. 

Senator  Kenyon  had  previously  announced  he  would  submit 
the  bill.  He  acted  in  response  to  the  resolution  adopted  by  the 
Iowa  legislature  printed  in  The  Traffic  World  of  February  19.  It 
is  not  expected  there  will  be  any  action  on  the  bill  at  this  ses- 
sion. It  was  referred  to  the  committee  on  interstate  commerce 

Those  who  know  the  views  of  Senator  Cummins,  the  senior 
senator  from  Iowa  and  chairman  of  the  Senate  interstate  com- 
merce committee,  on  the  subject  of  intrastate  and  interstate  reg- 
ulation doubt  whether  he  will  give  full  support  to  the  bill.  Sena- 
tor Cummins  left  for  Florida  just  after  the  Commission  had 
issued  its  decision  in  the  New  York  passenger  fare  case — the 
first  of  the  intrastate  rate  cases  that  was  decided  by  the  Com- 
mission. At  that  time  he  declined  to  discuss  the  action  of  the 
Commission,  but  he  did  say  the  transportation  system  could  not 
be  maintained  by  having  interstate  rates  on  one  level  and  in- 
trastate rates  on  another.  He  is  expected  to  return  to  Washing- 
ton shortly. 

The  question  arises  in  connection  with  the  bill — if  it  means 
what  it  says — as  to  whether  it  would  not  have  the  effect  of 
nullifying  Section  13  of  the  act  relating  to  the  removal  of  dis- 
crimination against  interstate  commerce  and  under  which,  in 
conjunction  with  Section  15-a,  the  Commission  held  it  had  the 
power  to  issue  the  orders  it  has  made  in  the  intrastate  rate  cases. 
In  other  words,  if  the  power  to  fix  or  regulate  intrastate  rates  is 
"conferred  entirely  upon  the  respective  states,"  would  the  Com- 
mission have  the  authority  to  remove  discrimination  against  in- 
terstate commerce,  even  though  proof  of  discrimination  were 
shown  to  the  satisfaction  of  the  state  commissions?  Alleged  lack 
of  proof  of  discrimination  has  been  one  of  the  main  contentions 
of  the  state  commissions  in  charging  that  the  Commission  has 
exceeded  its  powers  under  Section  13.  They  have  not  opposed 
application  by  the  Commission  of  the  principle  in  the  so-called 
Shreveport  cases  and  they  have  contended  that  that  was  what 
they  thought  they  were  getting  in  Section  13. 

Questioned  February  22  as  to  what  he  Intended  to  accom- 

»  by  hiB  bill  providing  for  regulation  of  intrastate  rates  by 
;ea.  Senator  Kenyon  said  he  wished  to  establish  the  status 
Isted  before  the  Commission  interpreted  the  transporta- 
tion act  as  It  had  in  the  intrastate  rate  cases.  He  said  it  was 


his  idea  that  the  Commission  would  still  have  the  power  to 
deal  with  so-called  Shreveport  situations  because  of  the  Su- 
preme Court  decisions.  He  said  he  probabdy  would  redraft  the 
measure  and  introduce  it  at  the  extraordinary  session  after 
March  4.  He  said  he  did  not  expect  to  get  action  on  the  bill  at 
this  session. 

INDIANA  COMMISSION  FIGHTS 

The  Indiana  public  service  commission  has  brought  injunc- 
tion proceedings  in  the  federal  court  at  Indianapolis  to  prevent 
the  Interstate  Commerce  Commission  from  enforcing  its  order 
in  the  Indiana  intrastate  rate  case.  The  petition  will  be  con- 
sidered by  the  court  March  3.  The  suit  is  similar  to  the  suits 
brought  on  behalf  of  state  commissions  in  other  states.  It  is 
charged  that  the  federal  Commission  acted  on  the  "arbitrary 
theory  and  assumption"  that  it  has  power  to  prescribe  intra- 
state rates  where  such  rates  are  lower  than  interstate  rates. 

"Indiana  is  taking  the  same  action  that  New  York,  Wiscon- 
sin, Illinois  and  other 'states  have  taken  in  the  matter  when 
their  rates  were  raised,"  said  E.  I.  Lewis,  chairman  of  the  state 
commission.  "The  fundamental  question  behind  this  is  whether 
the  state  or  federal  government  under  the  new  transportation  act 
has  jurisdiction  to  adjust  intrastate  rates.  The  states  have  all 
banked  their  stand  on  the  contention  that  it  lies  within  the  sov- 
ereigny  of  a  state  to  fix  its  intrastate  rates." 

COURT    SUSTAINS    COMMISSION 

The  federal  court  in  New  York,  in  which  the  attorney-gen- 
eral of  New  York  sued  against  the  United  States  and  the  Com- 
mission for  a  decision  holding  the  latter's  order  in  the  passenger 
fare  case  invalid,  has  decided  that  Congress  has  power  to  fix 
state  rates  and  that  the  Commission  was  acting  within  its 
jurisdiction  making  the  order.  The  suit  was  dismissed.  The 
state  will  appeal  to  the  Superemo  Court. 


CHANGES  IN  STATE  RATES 

The  Traffic  World  Washington  Bureau 

The  Commission,  February  18,  sent  instructions  to  tariff 
issuing  officers  and  agents  telling  them  how  to  handle  tariffs 
made  necessary  by  its  decisions  in  cases  in  which  it  found  that 
state  rates  discriminated  against  interstate  commerce. 

In  that  order  it  announced  that  it  would  permit  changes  in 
rates  established  as  a  result  of  formal  complaints  against  state 
rates,  "only  by  supplemental  formal  orders  in  the  cases  or  in 
proceedings  supplemental  thereto  or  thereafter  instituted."  Under 
no  conditions  will  it  give  sixth  section  permission  to  change  such 
rates  on  less  than  statutory  notice. 

These  instructions  are  regarded  by  those  who  have  had  to 
consider  the  matter  of  changes  in  intrastate  rates  resulting  from 
orders  to  remove  discrimination  against  interstate  commcrcp  as 
almost,  if  not  altogether,  petrifying  such  rates.  It  has  bsen 
pointed  out  that  the  Commission's  only  power  is  to  order  the  re- 
moval of  discriminations  against,  interstate  commerce.  In  the 
event  carriers  should  reduce  interstate  rates,  on  statutory  notice, 
there  is  no  clear  way  for  removing  the  resultant  discrimination 
against  intrastate  commerce,  unless  it  should  be  admitted  that 
in  such  a  situation  the  power  of  the  state  to  order  changes  should 
extend  to  rates  prescribed  by  the  Interstate  Commerce  Commis- 
sion. 

The  instructions  issued  by  the  Commission  are  as  follows: 

The  Commission  desires  to  direct  attention  to  the  fact  that  some 
do  not  appear  to  understand  the  proper  procedure  in  connection  wit 
orders  of  this  Commission  requiring  removal  of  discrimination  against 
interstate  commerce  brought  about  by  failure  to  increase  rates  or 
farrs  upon  intrastate  commerce  in  amounts  corresponding  to  the  in- 
ceases  authorized  and  made  effective  under  Ex  Farte  74. 

Every  tariff  filed  in  compliance  with  such  orders  must: 

(1)  Bear  an  I.  C.  C.  number  in  the  regular  series  of  the  issuing 
agent  or  carrier. 

(2)  Show  on  title  page  the  following: 

The  intrastate  rates  (or  fares)  contained  herein  are  filed  in  com- 
pliance with  the  order  of  the  Interstate  Commerce  Commission  of 
1921.  in  Docket  No 

(3)  Provide   specifically   that   such  rates,   fares   or   charges   apply 
on,  or  only  upon,   intrastate  traffic. 

Note.— Attention  is  called  to  the  fact  that  the  order  referred  to 
does  not  authorize  changes  in  or  the  establishment  of  interstate  rates, 
fares  or  charges;  therefore,  no  interstate  rates,  fares  or  charges  may 
be  established  upon  less  than  statutory  notice  without  special  per- 
mission of  the  Commission. 

The  Commission  will  not  consider  applications  for  special  permis- 
sion under  the  sixth  section  to  amend  such  intrastate  rates,  fares  or 
charges  after  they  have  been  filed,  except  for  the  purpose  of  correct- 
ing errors  made  in  filing  tariffs,  which  errors  resulted  in  the  estab- 
lishment of  rates  which  do  not  conform  to  the  order  of  the  Com- 
mission. Where  orders  in  formal  cases  provide  for  the  estab- 
lishment and  maintenance  of  intrastate  rates  upon  bases  set  forth 
in  such  orders,  the  Commission  will  authorize  changes  therein  only  by 
supplemental  formal  orders  in  the  cases  or  in  proceedings  supple- 
mental thereto  or  thereafter  instituted. 


REDUCTION    ON   ORES 

Senator  Borah  of  Idaho  has  submitted  to  the  Senate  a  reso- 
lution of  the  Idaho  Mining  Association  of  Boise,  Idaho,  favoring 
a  reduction  in  freight  rates  on  ores.  It  was  referred  to  the 
committee  on  interstate  commerce. 
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Personal  Notes 


The  Traffic  Club  of  Syracuse  has  elected  the  following  offi- 
cers: W.  J.  O'Nell,  president;  E.  L.  Carson,  vice-president; 
F.  M.  Varah,  secretary  and  treasurer. 


The  Georgia  &  Florida  Railway  announces  the  appointment 
i.f  I'.  K  Kirkpatrick,  assistant  general  freight  agent  at  Augusta, 
and  II.  K.  Wilkinson,  division  freight  agent  at  Valdosta,  Oa. 

Tiu>  Shippers  Service  Association,  under  supervision  of 
I.  L.  DurliiiKame,  for  many  years  general  manager  of  the  Ter- 
minal Railroad  Association  of  St.  Louis,  and  W.  E.  McGarry, 
who  was  associated  with  Mr.  Burlingame  and  later  connected 
with  the  American  Railroad  Association,  car  service  division, 
as  chairman  of  the  St.  Louis  district,  handling  railroad  matters 
in  that  territory  for  twenty-seven  carriers,  has  been  organized 
in  St.  Louis. 

A.  G.  Marriner  is  appointed  district  freight  representative 
of  the  Baltimore  &  Ohio  Railroad  Company  at  San  Francisco  and 
I.  <;.  Reynolds  is  appointed  district  freight  and  passenger  repre- 
sentative at  Omaha. 

Fred  Krickel,  traffic  manager,  Debevoise-Anderson  Company, 
(Inc.).  New  York,  has  been  appointed  sales  representative  of  the 
coal  department 

L.  R.  Jones  is  appointed  traveling  freight  agent  of  the  Gulf 
Coast  Lines  at  Monterrey,  Mexico. 

The  Denver  &  Rio  Grande  Railroad  announces  the  following 
changes:  W.  C.  Connor,  Jr.,  general  agent,  New  York,  having 
resigned  to  accept  service  with  another  railroad;  J.  E.  Courtney, 
general  agent,  transferred  from  Chicago  to  New  York;  J.  L. 
Hohl,  general  agent,  transferred  from  St.  Louis  to  Chicago; 
L.  D.  Gruber,  traveling  freight  and  passenger  agent,  promoted 
to  general  agent,  St.  Louis. 

E.  L.  McCaulley  is  appointed  freight  tariff  agent  of  the  West- 
ern Maryland  Railway  Company,  with  headquarters  at  Baltimore, 
Md.,  vice  W.  S.  Burton,  promoted. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

Robert  J.  Menzies,  manager  of  traffic  and  foreign  sales  man- 
ager of  the  International  Nickel  Company,  Is  president  of  the 
New  York  Traffic  Club  and  presided  at  Its  annual  banquet,  held 


The  Transportation  Club  of  Louisville  will  hold  its  annual 
election  at  the  Pendennis  Club  on  February  28.  Following  are 
the  two  tickets  In  the  field: 

The  Red  Ticket:  President,  C.  A.  Pennlngton,  Supt.  Ter- 
minals, C.  C.  C.  &  St.  L.  and  C.  &  O.;  vice-president,  Richard 
Bean,  president  Louisville  National  Bank;  Secretary-treasurer, 
W.  T.  Vandenburgh,  commercial  agent,  Seaboard  Air  Line  Rail- 
way Company.  Directors,  E.  M.  Haynes,  traffic  manager,  the 
Mengel  Company;  William  Humphreys,  division  freight  agent, 
Southern  Railway  Company;  G.  E.  Jonte,  manager,  Kentucky 
Creameries  Company;  E.  G.  Jones,  city  passenger  agent,  L.  &  N. 
Railroad  Company. 

The  Blue  Ticket:  President,  Walter  R.  Hensley,  trainmas- 
ter, L.  H.  &  St.  L.  Railway  Company;  vice-president,  Fred  Bor- 
ries,  traffic  manager,  Ballard  &  Italian!  Company;  secretary- 
treasurer,  W.  T.  Vandenburgh,  commercial  agent,  Seaboard  Air 
Line  Railway  Company.  Directors:  W.  J.  Ryan,  assistant  traf- 
fic manager,  American  Tobacco  Company;  L.  O.  Smith,  district 
freight  agent,  B.  &  O.  Railroad  Company;  Arthur  M.  Stephens, 
A.  T.  M.,  the  Standard  Oil  Company;  B.  T.  Breckenridge,  A.  G. 
F.  A.,  Illinois  Central  Railway  Company. 


at  the  Waldorf-Astoria  Hotel,  February  21.  He  entered  railroad 
service  as  messenger  for  the  New  York  Central  Lines  in  1882. 
In  June,  1918,  he  left  railroad  work  to  take  his  present  position. 
He  was  then  general  eastern  freight  agent  of  the  New  York 
Central,  at  New  York.  The  speakers  at  the  club's  annual  dinner 
were  Dr.  Royal  S.  Copeland,  commissioner  of  health.  New  York 
City,  and  Jewel  P.  Lightfoot,  general  counsel,  Wilson  &  Co., 
Chicago.  At  the  speakers'  table  there  were  thirty-three  presi- 
dents of  railroads  a,nd  industrial  concerns. 


The  Traffic  Club  of  Baltimore  will  hold  its  annual  meeting 
March  1.  Following  are  the  nominations  for  officers:  Presi- 
dent, Gordon  P.  White;  first  vice-president,  C.  B.  Mitchell; 
second  vice-president,  Walter  Gessford,  secretary,  C.  C.  Kailer; 
treasurer,  William  A.  Cohen.  Board  of  governors — Chairman, 
P.  E.  Mclntyre;  E.  R.  Harris,  W.  F.  Richardson,  George  M. 
Smith,  T.  Herbert  Fee,  H.  P.  Shook,  Philip  S.  Ball. 


The  Traffic  Club  of  Denver  was  organized  at  a  meeting 
February  16.  It  is  composed  of  the  foremost  railroad  and  com- 
mercial traffic  men  in  Denver.  The  purpose  is  to  promote  the 
interests  of  Denver  and  community  as  a  medium  of  exchange 
between  railroad  and  commercial  men  where  vital  matters  per- 
taining to  the  industrial  and  traffic  life  of  Denver  can  be  dis- 
cussed. Meetings  will  be  held  monthly  and,  in  to  addition  to 
taking  up  traffic  subjects,  there  will  be  entertainment  of  first- 
class  order  and  dinner.  The  following  officers  and  directors 
were  elected:  President,  J.  F.  Vallery  of  the  C.  B.  &  Q.  Railway; 
first  vice-president,  F.  B.  Choate,  of  the  Union  Pacific;  second 
vice-president,  Harry  Dickinson,  of  the  Civic  Association;  sec- 
retary and  treasurer,  C.  B.  Rader,  of  the  Denver  Grain  Exchange 
Association.  Directors:  Fred  Wild,  D.  R.  G.;  F.  B.  Choate, 
U.  P.;  L.  P.  Banks,  S.  P.;  Geo.  W.  Martin,  R.  I.;  F.  W.  Myers, 
S.  F.;  M.  H.  McEwen,  C.  M.  &  St.  P.;  Ashley  Paynor.  I.  G.  N.; 
John  Vallery,  C.  B.  &  Q.;  T.  J.  Toner,  D.  S.  L.;  Mr.  Flickinger, 
Morey  Merc.  Company;  H.  G.  Naylor,  Midwest  Oil  Company; 
F.  M.  Andrews,  Denver  Dry  Goods  Company;  G.  W.  Work, 
Colo.  M.  &  E.  Company;  Harry  Dickinson,  Civic  Association; 
C.  B.  Rader,  the  Denver  Grain  Exchange  Association. 


The  Traffic  Club  of  Wichita  Falls,  Tex.,  has  been  organized. 
A.  A.  Spencer,  traffic  manager  of  the  Lone  Star  Refining  Com- 
pany, has  been  elected  president.  Other  officers  are  C.  D.  Arnold, 
traffic  manager  of  the  Wichita  Motors  Company,  first  vice-presi- 
dent; H.  G.  Smith,  district  freight  and  passenger  agent  of  the 
Missouri,  Kansas  &  Texas  Railroad,  second  vice-president;  C. 
L.  Fontaine,  assistant  manager  and  traffic  manager  of  the  Wichita 
Falls  &  Southern  Railroad,  third  vice-president;  J.  W.  Chatham, 
Jr.,  secretary-treasurer.  Members  of  the  board  of  directors  are: 
C.  D.  Arnold,  G.  L.  Berry,  W.  S.  Brown,  J.  W.  Chatham,  Jr., 
C.  L.  Fontaine,  E.  S.  Goodner,  F.  W.  Grace,  O.  E.  Maer,  H.  G. 
Smith  and  A.  A.  Spencer.  The  last  Friday  of  every  month  was 
selected  as  the  regular  meeting  date  for  the  new  organization. 

The  Traffic  Club  of  Oklahoma  City  was  organized  February 
14  with  the  following  officers:  H.  C.  Conley,  president;  H.  H. 
Hunt,  first  vice-president;  H.  D.  Driscoll,  second  vice-president; 
K.  C.  Baker,  secretary;  D.  D.  Decker,  treasurer;  J.  L.  Carleton 
and  M.  C.  Burton,  directors.  The  club  plans  a  smoker  the  even- 
ing of  March  7,  at  which  time  the  object  and  purpose  of  the 
club  will  be  explained  to  two  hundred  invited  guests  eligible 
to  membership. 


The  Traffic  Club  of  Chicago  will  hold  its  annual  meeting 
March  29.  The  following  ticket  has  been  named  by  the  nom- 
inating committee:  For  president,  R.  B.  Robertson,  assistant 
freight  traffic  manager.  Union  Pacific  System;  for  first  vice- 
president,  J.  A.  Brough,  traffic  manager.  Crane  Company;  for 
second  vice-president,  J.  E.  Weller,  freight  traffic  Tnanager,  Penn- 
sylvania System;  for  third  vice-president,  J.  H.  Walden,  presi- 
dent, Chicago  Railway  Printing  Company;  for  secretary,  E.  S. 
Buckmaster,  assistant  general  agent,  American  Railway  Express 
Company;  for  treasurer,  J.  F.  Coykendall,  treasurer,  Chicago 
Great  Western  Railroad.  For  directors  for  two  years,  E.  L. 
Dalton,  general  traffic  manager,  Montgomery  Ward  &  Co.; 


452 


THE    TRAFFIC    WORLD 


Vol.  XXVII,  No.  9 


T   J    Wall,  general  agent,  passenger  department,  Canadian  Pa- 
cific   Railway;    C.   E.    Barry,   western   freight   manager,   Unite* 
American  Lines;  W.  J.  M.  Lahl,  traffic  manager,  American  Seat- 
ing Company.  

At  the  meeting  of  the  National  Freight  Traffic  Golf  Asso- 
ciation In  New  York  February  21  Carl  Howe,  traffic  manager 
of  the  Michigan  Central,  was  elected  president,  and  C.  B.  Sex- 
ton general  eastern  agent  of  the  Northern  Pacific,  was  elected 
secretary  and  treasurer.  During  the  war  period  the  National 
Freight  Traffic  Golf  Association  held  only  one  or  two  tourna- 
ments. Action  now  taken  is  in  the  nature  of  a  reorganization. 

NEW  YORK  TRAFFIC  LEAGUE 

Complete  organization  of  the  New  York  State  Industrial 
Traffic  League  was  effected  February  18  at  Utica.  Norman  D. 
Chapin,  manager  of  the  Traffic  Bureau  of  the  Syracuse  Chamber 
of  Commerce,  temporary  chairman  of  the  League,  was  elected 
president.  The  League  plans  to  take  up  within  the  state  mat- 
ters of  interest  to  carriers  and  shippers,  in  the  same  manner 
national  affairs  are  handled  by  the  National  Industrial  Traffic 
League.  Other  officers  are:  Vice-president,  F.  W.  Burton,  Roch- 
ester; secretary  and  treasurer,  J.  C.  Field,  Elmira;  executive 
committee,  F.  E.  Grace,  Brooklyn;  W.  C.  Chapman,  Jamestown; 
John  G.  Duffy,  Utica;  W.  D.  Sanderson,  Buffalo;  and  C.  W.  Nash, 
Albany. 

CAR  SURPLUS  AND  SHORTAGE 

The  Traffic   World   Washington  Bureau 

The  surplus  of  cars  for  the  week  ending  February  15  was 
392,550  and  the  shortage  was  388. 

Class  one  roads  established  a  record  of  31.2  tons  per  car  in 
December,  the  highest  loading  per  car  in  the  history  of  the 
roads.  They  produced  thirty-four  and  a  half  billion  net  ton- 
miles,  a  decrease  of  almost  three  billion  as  compared  with  No- 
vember. 


SUMMARY  OF  FREIGHT  TONNAGE 

The  Traffic   World   Washington  Bureau 

The  total  revenue  freight  carried  by  class  1  roads  in  the  quar- 
ter ending  Sept.  30,  1920,  amounted  to  17,672,592  carloads  and 
628,045,169  tons,  according  to  a  summary  of  freight  commodity 
statistics  issued  by  the  Bureau  of  Statistics  of  the  Commission. 
Of  the  total  tonnage,  24,274,544  tons  represented  merchandise, 
L.  C.  L.  freight. 

The  tonnage  carried  in  this  period  was  considerably  in  ex- 
cess of  the  tonnage  carried  in  the  two  preceding  quarters.  In 
the  quarter  ending  June  30,  1920,  the  total  was  520,270,086  tons 
and  in  the  quarter  ending  March  31,  1920,  511,699,501  tons.  The 
number  of  carloads  in  the  quarter  ending  June  30  was  14,982,- 
741  and  in  the  quarter  ending  March  31,  15,115,677. 

In  the  quarter  ending  September  30,  the  amounts  of  classes 
of  commodities  handled  were  as  follows:  Products  of  agricul- 
ture, 1,044,663  carloads  originated,  with  tonnage  of  26,734,522 
tons,  and  2,215,180  carloads  with  tonnage  of  54,537,971  tons  of 
total  revenue  freight  carried;  products  of  animals,  529,119  car- 
loads of  6,374,286  tons  originated,  and  879,918  carloads  of  11,065,- 
677  tons  of  total  revenue  freight  carried;  products  of  mines,  4,271,- 
478  carloads  of  206,148,332  tons  originated,  and  7,205,790  carloads 
of  346,040,830  tons  of  total  revenue  freight  carried;  products  of 
forests,  984,314  carloads  of  26,585,525  tons  originated,  and  1,940,- 
971  carloads  of  52,316,085  tons  of  total  revenue  freight  carried; 
manufacturers  and  miscellaneous,  2,742,037  carloads  of  71,369,465 
tons  originated,  and  5,430,733  carloads  of  139,810,062  tons  of  total 
revenue  freight  carried;  total  carload  traffic,  9,571,611  carloads 
of  337,212,130  tons  originated,  and  17,672,592  carloads  of  603,- 
770,625  tons  total  revenue  freight  carried;  merchandise,  L.  C.  L 
freight,  13,910,125  tons  originated  and  24,274,544  tons  total 
revenue  freight  carried. 

In  the  Eastern  district  the  class  1  roads  originated  4  403  - 
065  carloads  of  carload  and  L.  C.  L.  traffic  of  168,398,982  tons 
and  carried  'a  total  of  9,272,434  carloads  of  348,535,832  tons. 

In  the  Pocahontas  district,  the  carriers  originated  398 162 
carloads  of  18,661,374  tons  and  carried  604,265  carloads  of  25  628  - 
776  tons. 

In  the  Southern  district  1,218,227  carloads  of  39,653,528  tons 
originated  and  2,147,106  carloads  of  66,916,052  tons  were  carried 

In  the  Western  district,  3,552,157  carloads  of  124408371 
tons  originated  and  5,648,787  carloads  of  186,964509  tons  were 
carried. 


REVENUE  FREIGHT  LOADING 

Tht  Traffic  World   Washington  Bureau 

In  the  week  ending  February  12,  15,370  fewer  cars  of  reve- 


sponding  weeks  of  1920  and  1919   the  total  loading  amounted 
to  786,633  and  687,128  cars,  respectively. 

With  the  exception  of  merchandise,  L.  C.  L.,  there  were 
substantial  decreases  in  the  loading  of  all  commodities  in  the 
week  ending  February  12,  as  compared  with  the  corresponding 
week  in  1920. 

Loading  by  districts  for  the  week  ending  February  12  and 
for  the  corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  4,492  and  4,949; 
live  stock,  2,877  and  2,848;  coal,  42,605  and  49,524;  coke,  959 
and  3,952;  forest  products,  8,434  and  6,090;  ore,  844  and  1,994; 
merchandise,  L.  C.  L.,  45,521  and  24,950;  miscellaneous,  53,381 
and  77,239;  total,  1921,  159,113;  1920,  171,546;  1919,  160,610. 

Allegheny  district:  Grain  and  grain  products,  1,856  and 
2,698;  live  stock,  2,867  and  3,055;  coal,  46,327  and  49,738;  coke, 
5,265  and  3,204;  forest  products,  3,248  and  4,024;  ore,  2,642  and 
2416-  merchandise,  L.  C.  L.,  32,676  and  33,495;  miscellaneous, 
46,710  and  62,534;  total,  1921,  141,591;  1920,  161,164,  1919,  144,412. 

Pocahontas  district:  Grain  and  grain  products,  167  and 
176;  live  stock,  94  and  99;  coal,  13,957  and  20,041;  coke,  139 
and  731;  forest  products,  1,451  and  1,864;  ore,  51  and  302;  mer- 
chandise, L.  C.  L.,  2,460  and  156;  miscellaneous,  4,897  and  9,614; 
total,  1921,  23,316;  1920,  32,983;  1919,  26,400. 

Southern  district:  Grain  and  grain  products,  3,184  and 
3,904;  live  stock,  1,796  and  2,454;  coal,  21,830  and  24,682;  coke, 
660  and  321;  forest  products,  12,866  and  16,709;  ore,  942  and 
2,524;  merchandise,  L.  C.  L.,  36,664  and  20,151;  miscellaneous, 
29,464  and  55,205;  total,  1921,  107,406;  1920,  125,950;  1919,  108,- 
939. 

Northwestern  district:  Grain  and  grain  products,  10,042 
and  10,006;  live  stock,  8,214  and  7,804;  coal,  5,856  and  13,518; 
coke,  1,617  and  1,166;  forest  products,  18,735  and  20,464;  ore, 
1,136  and  1,582;  merchandise,  L.  C.  L.,  24,245  and  20,274;  mis- 
cellaneous, 27,633  and  39,934;  total,  1921,  97,478;  1920,  114,748; 
1919,  103,199. 

Central  Western  district:  Grain  and  grain  products,  8,937 
and  9,872;  live  stock,  9,817  and  9,969;  coal,  16,557  and  23,764; 
coke,  290  and  463;  forest  products,  2,934  and  5,630;  ore,  2,078 
and  2,798;  merchandise,  L.  C.  L.,  27,374  and  22,082;  miscella- 
neous, 28,796  and  43,440;  total,  1921,  96,783;  1920,  118,018;  1919, 
94,074. 

Southwestern  district:  Grain  and  grain  products,  4,201  and 
3,974;  live  stock,  1,791  and  2,553;  coal,  4,654  and  7,104;  coke, 
96  and  140;  forest  products,  6,214  and  6,931;  ore,  401  and  567; 
merchandise,  L.  C.  L.,  15,952  and  16,469;  miscellaneous,  22,731 
and  24,486;  total,  1921,  56,040;  1920,  62,224;  1919,  49,494. 

Total,  all  roads:  Grain  and  grain  products,  32,879  and 
35,579;  live  stock,  27,456  and  28,782;  coal,  151,786  and  188,371; 
coke,  9,026  and  9,977;  forest  products,  53,882  and  61,712;  ore, 
8,094  and  12,183;  merchandise,  L.  C.  L.,  184,892  and  137,577; 
miscellaneous,  213,612  and  312,452;  total,  1921,  681,627;  1920, 
786,633;  1919,  687,128. 

Note:  L.  C.  L.  merchandise  loading  figures  for  1921  and  1920  are 
not  comparable  because  some  roads  are  not  able  to  separate  their 
L.  C.  Li.  freight  and  miscellaneous  of  1920.  Add  merchandise  and 
miscellaneous  figures  to  get  a  fair  comparison. 

ADVOCATES  REDUCED  RATES 

The  Transportation  Club  of  Tulsa,  Okla.,  has  issued  the  fol- 
lowing circular,  addressed  to  "the  business  interests  of  America": 

"It  is  generally  conceded  that  one  of  the  principal  factors 
responsible  for  the  general  business  depression  and  reduced 
freight  movement  throughout  the  country  today  is  the  present 
freight  rate  bases,  which  is  entirely  out  of  line  in  ratio  to  the 
market  prices  of  basic  commodities  and  general  merchandise. 

"It  is  also  apparent  that  the  only  solution  of  the  problem 
confronting  the  transportation  system  of  the  country  today  is 
in  increased  tonnage,  as  volume  is  the  basis  of  profit  in  all  lines 
of  business. 

"We  suggest  as  a  solution  of  the  problem  the  abrogation  of 
the  McAdoo  general  advance  of  June  25,  1918,  which  was  a  war- 
time measure  in  its  entirety. 

"The  effect  of  the  present  freight  rates  in  reducing  and  re- 
tarding the  movement  of  such  basic  commodities  as  farm  prod- 
ucts, raw  materials,  etc.,  is  obvious  and  it  is  known  that  the 
abrogation  of  this  specific  advance  would  largely  solve  the  prob- 
lem. The  movement  of  farm  products  alone  at  this  time  will 
put  in  circulation  the  money  necessary  to  practically  liquidate 
the  farmer's  obligations,  finance  his  coming  crops,  and  stimulate 
business  which  has  been  suffering  from  a  Buyer's  strike  the 
past  four  months,  with  a  result  that  a  marked  increased  move- 
ment in  freight  tonnage  will  soon  follow. 

"The  economic  and  efficient  operation  of  the  carriers  to- 
gether with  the  increased  tonnage  which  will  result  from  this 
rate  re-adjustment  will  be  one  of  the  big  contributing  factors 
in  the  stimulation  of  business  activity  and  the  attendant  return 
of  the  country  to  normalcy  and  prosperity. 

"This  is  a  matter  that  deserves  serious  thought  and  con- 
sideration." 


,      ,  - 

£hLwere  loaded  than  ln  the  preceding  week,  the  total 
•81,627,   as   compared   with   696,997   in   the   week   ending 
ary  5.  according  to  the  weekly  report  of  the  car  service 
ion   of   the  -American   Railway   Association.     In   the   corre- 
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PARTIAL  PAYMENT  BILL  PASSED 

The   Traffic   World   Washington  liuu-ait 

With  little  debate  as  to  the  merits  of  the  partial  payment 
bill,  but  with  voluminous  discussion  of  the  railroad  situation 

.•rally   and  unsuccessful  attempts   to  amend  the  transporta- 

i  act  to  the  extent  of  nullifying  the  rate-making  section,  the 
Si-nati •.  after  two  days'  consideration,  passed  the  bill  February 
22  without  a  record  vote.  The  measure  was  sent  to  the  Presi- 
(1.  in  ami  on  his  action  depended  payment  in  the  Immediate 
future  of  approximately  $340,000,000  to  the  railroads  under  the 
Siiarani> . 

As  is  usually  the  case  when  legislation  affecting  the  rail- 
roads is  under  consideration,  Senator  La  Follette  of  Wisconsin 
.spoke  for  hours  on  the  bill,  or,  rather,  on  the  "iniquities"  of 
the  railroads,  although  he  did  not  equal  his  record  on  the  trans- 
portation act,  when  he  spoke  for  five  days. 

Senator  La  Follette  charged  that  the  guaranty  was  "a  gratu- 
ity, a  plain  subsidy,  an  out-and-out  gift,"  but  he  said  he  was 
not  opposing  final  payment,  as  he  believed  in  upholding  the 
honor  of  the  government.  His  amendment  to  condition  the 
payment  of  further  sums  to  the  railroads  on  findings  by  the 
Commission  that  the  railroads  have  not  expended  money  ex- 
travagantly, etc.,  was  rejected  by  a  vote  of  47  to  19. 

In  the  course  of  his  speech,  La  Follette  praised  William  G. 
McAdoo  as  Director-General  of  Railroads,  declaring: 

"It  is  false,  as  false  as  Hell,  that  the  railroads  have  been 
wronged  by  the  government.  They  have  been  recipients  of 
bounty,  bounty  untold,  for  two  years.  We  have  lived  to  see 
the  Interstate  Commerce  Commission  converted  in  the  last  few 

rs  into  a  commission  that  is  almighty  liberal  with  the  rail- 
roads. The  hour  is  coming,  and  it  is  approaching  fast,  when 
there  need  be  and  must  be  said  some  plain  things  on  this  floor 
with  regard  to  the  work  of  the  Interstate  Commerce  Commis- 
sion." 

The  Commission  in  fixing  the  valuation  under  the  trans- 
portation act  made  a  valuation  close  to  the  book  value  of  the 
railroads,  he  asserted,  though  it  had  previously  condemned  that 
value.  He  said  it  had  been  stated  on  the  floor  that  the  roads 
were  not  making  5%  per  cent  on  the  valuation. 

"How  do  you  know  they  haven't?"  he  asked.  "You  must 
know  whether  there  has  been  honest  bookkeeping." 

In  what  amounted  to  a  defense  of  government  operation  of 
the  railroads,  the  senator  quoted  figures  and  figures  to  prove 
his  contentions  that  the  railroads  had  been  efficiently  managed 
under  federal  control  and  that  the  government  had  not  ruined 
the  property  of  the  carriers.  He  said  the  railroads  owed  the 
government  a  total  of  $1,292,000,000. 

Senator  Pomerene  of  Ohio  submitted  figures  from  the  bureau 
(I  statistics  of  the  Commission  to  show  that  the  earnings  of  the 
railroads  had  been  far  below  the  return  contemplated  by  the 
transportation  act  and  to  prove  that  the  railroads  were  entitled 
to  the  guaranty. 

Senator  Kirby,  of  Arkansas,  started  the  debate  on  the  bill 
February  21,  by  submitting  an  amendment  providing  for  the  re- 
peal of  the  rate-making  section  of  the  transportation  act  in  its 
entirety.  The  amendment  was  rejected  by  a  vote  of  59  to  14. 

Saying  he  had  opposed  the  transportation  act,  knowing  that 
it  would  "operate  injuriously  to  the  public,"  Senator  Kirby  de- 
clared that  the  law  deprived  the  states  of  their  regulatory  powers 
and  their  rights  under  the  law  to  reasonable  and  just  rates. 
He  spoke  of  the  rate-making  section  providing  for  "a  guaranteed 
income  of  6  per  cent." 

Senator  Pomerene  interrupted  to  state  that  the  act  did  not 
provide  for  such  a  guaranty,  but  the  Arkansas  senator  contended 
that  his  own  statement  was  correct.  He  said  he  knew  the  gov- 
ernment did  not  have  to  make  good  any  amount  under  the  sec- 
tion but  that  the  people  were  required  to  pay  rates  that  would 
yield  a  net  income  of  5%  or  6  per  cent.  He  asserted  that,  not- 
withstanding all  the  legislation  favorable  to  the  railroads,  they 
now  say  "We  are  broke,"  and  demand  payment  of  the  "gratuity" 
under  the  guaranty  provisions  for  the  six  months  after  federal 
control  before  it  is  due. 

The  whole  system  of  rates  under  the  new  law  was  so  un- 
reasonable and  unjust  as  to  be  well-nigh  prohibitive  and  had 
brought  ruin  to  the  farmer  and  the  producer,  Senator  Kirby 
said. 

"Have  we  heard  of  one  big  railroad  in  the  United  States 
that  has  allowed  one  single  cent  to  go  into  this  trust  fund?"  he 
asked,  referring  to  the  division  of  excess  earnings. 

"Will  the  senator  state  what  railroads  have  earned  a  surplus 
since  the  law  has  gone  into  effect?"  asked  Senator  Pomerene. 

"I  do  not  know  what  roads  have,  but  I  am  telling  what  was 
said  or  provided  or  what  would  be  the  effect  of  the  operation 
of  the  law  and  that  no  railroad  had  paid  anything  into  said 
trust  fund,"  replied  Senator  Kirby. 

Senator  Pomerene  also  inquired  whether  Mr.  Kirby  had 
taken  into  consideration  the  increases  in  operating  expenses  and 
the  latter  replied  that  he  did  not  say  those  things  should  not 
be  considered. 

The  Cotton  Belt  railroad  did  not  accept  the  guaranty,  Sena- 
tor Kirby  said,  and  was  not  demanding  any  favors  from  the 


government,  but  great  .systems  carrying  three  times  an  much 
traffic  have  not  been  able  to  put  any  money  Into  the  trust  fund. 

"There  Is  something  wrong,  somewhere,"  he  said. 

Continuing  his  attack  on  the  rate-making  section,  he  said 
Congress  had  taken  from  the  Commission  the  power  and  discre- 
tion to  treat  the  public  fairly  under  the  law,  "as  It  always  had 
been  administered  before  this  section  was  enacted."  He  Bald 
the  Commission  was  "bound  hand  and  foot"  by  the  rate-maklnj? 
section.  The  public  would  obtain  no  relief  unless  that  part  of 
the  law  was  declared  unconstitutional  or  Congress  repealed  It, 
he  said. 

"Let  us  repeal  this  law  and  restore  the  status  where  the 
Interstate  Commerce  Commission  shall  be  left  discretion  to  fix 
reasonable  rates  both  for  the  carriers  and  the  public,"  said  he. 

Senator  Gronna,  of  North  Dakota,  said  heavy  freight  charges 
on  bulky  commodities  had  injured  the  fanners  of  his  state. 

Senator  Trammell,  of  Florida,  joined  In  the  attack  on  the 
rate-making  section,  speaking  of  the  effect  of  rates  on  perishable 
products.  He  said  he  had  taken  up  with  the  Commission  the 
question  of  obtaining  a  reduction  in  rates  and  that  the  Com- 
mission had  taken  the  matter  up  with  the  railroads  with  a  view 
to  getting  an  amicable  adjustment  of  the  rates  on  citrus  fruits 
and  vegetables.  The  result  was  that  the  railroads  said  the  rates 
could  not  be  reduced,  he  said,  and  that  the  trouble  was  in  the 
markets  at  the  present  time.  He  said  he  admitted  the  markets 
were  bad  but  that  that  did  not  remove  the  fact  that  freight  and 
express  rates  are  excessive.  He  said  freight  charges  of  $434  had 
been  paid  on  one  carload  of  cabbage  for  a  haul  of  1,200  miles. 

"Anybody  knows  that  that  is  not  reasonable,"  said  Senator 
Trammell. 

Senator  Pomerene  said  he  could  not  see  how  the  condition 
of  the  shippers  was  going  to  be  improved  by  repealing  the  rate- 
making  section.  He  said  if  rates  were  too  high  they  should 
be  reduced.  Senator  Trammell  said  things  could  not  be  worse 
if  the  section  were  repealed,  and  that  there  might  be  "a  little 
ray  of  hope  if  we  repealed  the  present  limitations  which  allow 
them  to  make  a  certain  percentage." 

Senator  Kellogg  explained  that  the  Commission  had  pre- 
scribed rates  which  it  had  estimated  would  bring  in  6  per  cent 
on  the  property  valuation  but  that  in  the  first  four  months  the 
rates  had  been  in  effect  the  return  was  3.3  per  cent.  Senator  Tram- 
mell said  that  situation  made  all  the  more  necessary  the  repeal 
of  the  section,  as  the  railroads  would  be  asking  for  another  ad- 
vance of  25  or  50  per  cent.  Senator  Kellogg  said  he  understood 
the  railroads  did  not  desire  to  increase  rates  again. 

After  the  Kirby  amendment  had  been  decisively  defeated, 
Senator  Trammell  submitted  an  amendment  providing  for  a 
reduction  from  5%  per  cent  to  .3  per  cent  in  the  rate-making 
section.  He  declared  there  was  an  "upheaval  of  sentiment  in  the 
country  against  the  present  system  of  excessive  rate-making 
on  the  part  of  the  railroads."  Senator  Pomerene  asked  if  the 
percentage  of  return  were  reduced  to  3  per  cent,  how  the  rail- 
roads would  pay  interest  on  bonds  at  4  or  4%  per  cent. 

"My  position  is  that  if  freight  rates  are  excessive,  then 
there  is  an  Interstate  Commerce  Commission  whose  duty  it  is 
to  reduce  them,"  said  Senator  Pomerene,  "and  no  doubt  if  they 
are  excessive,  the  Interstate  Commerce  Commission  will  reduce 
them.  Of  course,  if  the  senator  from  Florida  has  no  concern 
for  the  transportation  systems,  if  he  would  rather  have  the  rail- 
roads in  the  hands  of  receivers  so  that  there  would  be  no  means 
of  shipment  for  citrus  fruits — if  that  is  the  way  he  desires  to 
serve  his  constituents,  then  I  have  nothing  further  to  say." 

Senator  Trammell  said  if  there  was  to  be  any  interest  pre- 
served, the  agricultural  and  industrial  interests  should  be  pre- 
served. Without  those  interests,  he  contended,  there  would  be 
nothing  for  the  railroads,  and  it  was  his  idea  that  the  interests 
of  all  should  be  harmonized. 

Senator  Kenyon.  of  Iowa,  said  he  might  introduce  his  bill 
giving  exclusive  control  over  intrastate  rates  to  the  states  as 
an  amendment  and  this  met  with  the  favor  of  Senator  Trammell. 
He  said  he  had  been  urged  to  support  the  transportation  act  on 
the  ground  that  it  left  to  the  states  their  powers  over  intrastate 
commerce. 

Senator  King,  of  Utah,  asked  how  the  return  to  the  railroads 
under  the  transportation  act  could  be  assured  unless  the  intra- 
state rates  were  fixed  by  the  Commission.  He  then  said  the 
whole  system  devised  by  the  act  was  wrong  and  that  It  was 
foredoomed  to  failure. 

"We  will  soon  be  confronted  with  a  railroad  catastrophe, 
the  extent  of  which  will  exceed  the  gloomy  forebodings  of  many 
persons  today,"  the  Utah  senator  declared. 

Senator  Pittman,  of  Nevada,  put  in  a  word  for  the  rigid 
application  of  the  long-and-short-haul  clause  d(  the  fourth  sec- 
tion. He  said  he  might  introduce  his  bill  along  that  line  as  an 
amendment  to  the  partial  payment  bill.  He  made  his  remarks 
in  connection  with  a  declaration  by  Senator  Trammell  that  the 
western  roads  hauled  citrus  fruits  to  eastern  markets  from 
California  for  just  a  little  more  than  what  was  charged  on 
similar  movements  from  Florida. 

Senator  Smith,  of  Georgia,  said  the  freight  and  passenger 
rates  were  so  high  that  they  were  preventing  the  movement  of 
traffic.  In  an  exchange  of  remarks  with  Senator  Kellogg  as  to 
high  operating  costs  and  wages.  Senator  Smith  said  he  had  no 
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doubt  that  many  of  the  transportation  troubles  grew  out  of  gov- 
ernment operation,  which  he  said  he  had  not  regarded  as  neces- 
sary He  said  he  did  not  think  a  net  return  of  3  per  cent  was  a 
fair  return  to  the  railroads.  He  said  he  would  vote  for  the  par- 

1  The'effect  of  standardization  of  railroad  wages  was  discussed 
by  Senator  Kellogg.  Senator  Smith  said  in  his  part  of  the  coun- 
try section  hands  could  pick  up  a  living  on  a  little  piece  of 
eround  "almost  while  they  do  their  regular  work  on  the  roads, 
and  yet  they  are  being  paid,  I  understand,  over  $100  a  month, 
when  the  same  labor  works  upon  the  farm  for  ?30  a  month. 

"If  it  was  the  standardization  and  unnecessary  employments 
which  have  brought  such  burdens  upon  the  traveling  and  freight- 
paying  public,  then  there  should  be  speedy  changes  to  bring 
relief,"  said  he. 

A  vote  was  taken  on  the  Trammell  amendment  and  it  was 
rejected,  61  to  7.  Immediately  Senator  Trammell  offered  another 
amendment  to  make  the  percentage  of  return  in  the  rate-making 
sction  4  per  cent.  He  said  he  offered  the  amendment  in  the 
light  of  the  statements  made  that  the  railroads  were  not  making 
more  than  3  per  cent. 

Referring  to  remarks  that  part  of  the  troubles  of  the  rail- 
roads were  due  to  high  wages,  Senator  Trammell  said  he  did 
not  know  that  wages  were  too  high,  but  that  if  there  was  any 
"slicing"  to  be  done,  it  should  be  started  at  the  head  of  the 

"Let  us  eliminate  the  salaries  of  $50,000  and  $100,000  which 
are  now  paid  to  railroad  presidents  and  directors,"  said  he.  "1 
hear  talk  about  the  flagmen  and  the  conductor  and  the  engineer 
and  the  trainman,  who  occupy  the  more  humble  positions,  get- 
ting too  much  wages,  but  for  the  first  time  I  have  to  hear  the 
senator  who  complains  at  this,  rise  in  the  Senate  and  condemn 
the  practice  of  paying  excessive  salaries  to  the  big  officials  of 
the  railroads." 

The  second  Trammell  amendment  was  rejected  without  a 
record  vote. 

Senator  LaFollette,  of  Wisconsin,  spoke  at  length  February 
21,  against  the  making  of  partial  payments,  attacking  the  rail- 
roads from  the  railroad  labor  viewpoint.  He  submitted  the 
amendment  which  would  prevent  payment  of  any  more  money 
to  the  railroads  unless  the  Commission  found  the  railroads  had 
not  been  extravagant. 

In  reply  to  statements  made  by  Senator  LaFollette  during 
his  speech  as  to  earnings  of  the  railroads  and  his  questioning 
of  the  reports  of  the  railroads  showing  low  earnings  under  the 
increased  rates,  Senator  Pomerene,  of  Ohio,  submitted  a  state- 
ment on  railroad  earnings  and  expenses  in  the  years  1917  to 
1920,  inclusive,  prepared  at  his  request  by  Dr.  Lorenz,  chief  of 
the  bureau  of  statistics  of  the  Commission. 

Increases  in  wages  alone  in  1920  over  1917,  the  Senator 
said,  amounted  to  $2,156,417,594;  increase  in  the  cost  of  fuel  in 
1920  over  1917  was  $200,000,000,  and  the  increase  in  taxes  was 
over  $60,000,000.  In  1917  the  ratio  of  operating  expenses  to 
operating  revenues  was  70.57  per  cent,  while  in  1920  the  ratio 
was  93.53  per  cent,  he  said. 

The  statement  from  Dr.  Lorenz,  dated  February  21,  follows: 

MEMORANDUM  REGARDING  INCREASES 
EXPENSES  OF  STEAM  ROADS 

The  revenues  and  expenses  as  shown  by 
Class  I  roads.  1917  to  1920,  are  as  follows: 

Operating 
Calendar  year        revenues 

1917 $4.050.463,579 

1918 4,926,593.957 

1919 5,184,230,244 

1920 6,213,489,049 

It  will  be  seen  that  in  spite  of  an  increase  of  over  $2,000,000,000 
In  operating  revenues,  the  net  return  has  been  nearly  eliminated  be- 
carse  of  an  increase  of  about  $3,000,000,000  in  operating  expenses. 
This  is  reflected  by  the  increase  in  the  operating  ratio 

The  volume  of  traffic  in  1917  was  slightly  below  that  of  1918  and 
i,  but  somewhat  greater  than   that  of  1919.     The  principal   source 
of  the  increased  revenues  is  from  the  increase  in  rates.     Certain   in- 
creases granted  by  the  commission  in  1917  became  operative  for  the 
full  year  1918.   but  the  general  increase  effective  in   June    1918    of  25 
pei   cent  in  freight  rates,  was  reflected  in  the  revenues  of  that  year 
for  only  the  last  half  of  the  year.     In  1919  no  general  increases  were 
made.     In  the  calendar  year  1917   Class  I  roads  received  an  average 
revenue   per  ton  mile   of  7.15  mills,   while   in   1919   the   corresponding 
figure  was  9.73  mills,  an  increase  of  2.58  mills  per  ton  mile      Applied 
o  the   total    freight  traffic   of  1917,    namely,   394,465,400,493   ton   miles 
:hr  Increased  freight  charges  per  annum   over  the   basis  existing   in 
1917   amounted  to   approximately   $1,017,720.000.      In   1920   the   increase 
n    freight    rates   was    made    applicable    late    in    August.      While    this 
reasc   has   been   estimated  at   33%   per  cent,   the  statistics   do  not 
loicate  that  the  increase  realized  has  been  as  great  as  that.     Taking 
MC£.a9e0,oVer,,,1919   of   30   PF   cent   for   illustration,    the    increasf 
nf  Noi7^2-9ii9  m'*8  per  ton  T116'  ^hich  when  aPP»ed  to  the  traffic 
7   would   produce   approximately   $1,151,440,000 

""i™T   TarPiS-ii^C,^  also  increased  in  June,   1918,   and  again  in 
"'•J,??0-     '"  19.L7  'h<v  average  revenue  was  2,090  cents  plr  pas- 


IN    REVENUES    AND 
SINCE  1917. 

the  monthly  reports  of 


Operating 
expense 
$2,858,212,210 
4,017,209,501 
4,419,988,750 
5,810,970,021 

Net 
operating    Operating 
income            ratio 

$974,778,937         70.57 
693,111,170         81.54 
515,793,287         85.26 
67,823,711         93.53 

The  increases  above  mentioned  total  nearly  $2,600,000,000  annually 
on  the  basis  of  the  traffic  of  1917. 

On  the  side  of  expenses,  wages  are  the  principal  source  of  in- 
ert ase.  Increases  were  granted  in  1918  and  made  retroactive  to 
January  1  of  that  year.  Further  increases  were  granted  from  time 
to  time  by  the  Director  General  of  Railroads,  and  there  was  an  in- 
crease of  about  22  per  cent  in  July,  1920,  granted  by  the  United 
States  Railroad  Labor  Board,  the  increase  being  made  retroactive 
to  May  1,  1920.  According  to  statistics  published  by  the  Interstate 
Commerce  Commission  for  the  first  six  months  of  1920,  the  pay  roll 
of  Class  I  roads  without  any  of  the  increase  granted  by  the  Labor 
Board  was  $1,596,680,268,  which,  for  12  months  would  have  been 
$3  193,360,536.  The  actual  pay  roll  in  1917  was  $1,739,482,142.  an  in- 
crease of  $1,453,878,394.  Twenty-two  per  cent  of  the  $3.193,360.536, 
is  $702,539,200.  This  added  to  the  $1,453,878,394  gives  a  total  increase 
in  wages  over  the  1917  basis  of  $2,156,417,594. 

It  may  further  be  assumed  tbat  the  fuel  consumed  in  1917  would, 
at  the  prices  paid  by  railroads  in  1920,  have  cost  $200,000,000  addi- 
tional annually.  Increased  taxes  account  for  about  another  $60,000,- 
000.  In  addition  there  were  increases  on  materials,  the  ainount  of 
which  can  not  be  given  at  this  writing. 

It  should  be  said  that  all  of  the  figures  showing  the  results  of 
increases  in  rates  and  costs  are  subject  to  revision,  and  are  given 
at  this  time  merely  to  illustrate  roughly  where  the  increased  revenue 
came  from  and  where  it  went.  No  statement  can  be  made  at  this 
time  as  to  the  extent  to  which  the  roads  were  under  or  over  main- 
tained during  1920. 

If  the  rates  granted  in  August  has  been  in  effect  during  the  whole 
year  1920,  the  roads  would  have  made  a  better  showing.  What  show- 
ing will  be  made  in  1921  depends  so  much  on  the  extent  to  which 
truffle  revives  and  to  what  extent  economies  in  expenditure  can  be 
effected  that  it  is  quite  impossible  to  make  a  prediction.  It  may  be 
noted,  however,  that  in  October,  1920,  the  best  month  under  the  new 
rates  and  fares  and  under  the  new  wage  schedules,  the  net  railway 
operating  revenue  was  $86,455,487. 

Senator  Stanley  of  Kentucky  urged  an  amendment,  which 
was  rejected,  eliminating  that  part  authorizing  the  Commission 
to  make  estimates  of  amounts  due  carriers  and  to  use  such  esti- 
mates in  making  final  settlements.  He  believed  that  that  part 
of  the  bill  would  make  "a  guessing  school"  out  of  the  Commis- 
sion because  of  undetermined  claims  for  damages  against  rail- 
roads that  might  be  involved  in  arriving  at  the  final  amount  due 
a  carrier. 

Senator  Kellogg  of  Minnesota  explained  that  that  part  of 
the  bill  had  been  suggested  by  Commissioner  Clark.  He  said: 

"Mr.  Commissioner  Clark  explained  that  the  total  amount 
of  the  claims  was  small  as  compared  with  the  total  amount  due 
the  railroads;  that  the  amount  of  these  claims  would  not  de- 
crease the  amount  due  the  railroads,  but  would  only  increase 
it,  and  it  was  in  the  interest  of  the  public  to  give  the  Commis- 
sion power,  instead  of  holding  these  small  claims  up  through 
years,  perhaps,  of  litigation,  to  make  an  adjustment,  which 
they  could  make  with  absolute  safety  to  the  public.  Of  course 
they  would  not  pay  over  any  money  to  the  railroads  without 
reserving  a  sufficient  sum  to  protect  the  government  against 
all  possible  claims.  When  we  remembered  that  these  claims 
would  only  increase  the  amount  due  the  railroads  instead  of 
decreasing  it,  we  felt  as  though  it  was  in  the  interest  of  economy 
and  in  the  interest  of  the  public  to  permit  this  power  to  be 
reposed  in  the  Commission.  It  is  not  as  great  a  power  as  we 
conferred  upon  the  President  and  his  Director-General  to  settle 
with  the  railroads  the  disputed  claims  during  the  two  years  of 
government  operation." 


SMITH  CONFERS  WITH  HARDING 

President  A.  H.  Smith,  after  a  conference  February  18  with 
President-elect  Harding,  gave  out  the  following: 

"Mr.  Harding  appreciates  deeply  the  basic  importance  of 
transportation  to  the  country's  welfare.  He  intends  to  go  into 
the  situation  in  such  a  manner  as  may  enable  him  to  determine 
so  nearly  as  possible  what  it  is  that  causes  the  recurring  diffi- 
culties in  the  transportation  situation. 

"The  measure  of  regulation  as  related  to  management  is 
to  be  weighed.  Where  there  is  division  of  authority  there  must 
necessarily  be  joint  participation  also  in  responsibility. 

"The  fact  is  that  large  improvements  and  additions,  as  well 
as  equipment,  were  added  by  the  government  during  the  war,  at 
war-time  prices,  costing  approximately  one  and  one-half  to  three 
times  normal  prices,  and  have  been  placed  upon  the  railroad 
carriers  and  capitalized  into  freight  and  passenger  rates  instead 
of  being  paid  for  by  the  government,  as  other  war  costs  were 
paid  for,  together  with  the  added  costs  of  labor,  and  the  national 
working  agreements  which  were  applied  during  the  war  and 
are  still  in  effect — these  things  have  forced  the  rates  on  freight 
to  such  a  high  figure  in  some  instances  that  it  is  slowing  down 
production  and  distribution. 

"At  the  same  time,  railroads  are  meeting  great  difficulty  in 
paying  their  obligations  and  are  laying  off  men  and  stopping 
repairs  and  betterments  in  order  to  keep  themselves  out  of 
bankruptcy,  when  they  should  proceed  with  such  work,  so  that 
the  roads  and  equipment  will  be  in  readiness  for  use  when 
required. 

"For  these  reasons,  Mr.  Harding  wished  to  be  informed  as 
to  the  causes  of  the  present  transportation  situation." 


PETITION    FOR   ABANDONMENT 

The  Moshassuck  Valley  Railroad  Company  has  petitioned 
the  Commission  for  authority  to  abandon  its  passenger  service 
between  Salesville,  R.  I.,  and  Woodlawn,  R.  I.,  because  of  trac- 
tion line  competition. 


February  26.  1921 
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LA  FOLLETTE  WANTS  INFORMATION 

Tht  Traffic  World   Washington  Bureau 

Senator  LaFollette,  of  Wisconsin,  submitted,  February  18, 
two  resolutions  relating  to  expenditures  by  railroad  companies 
for  rrp.-iirs,  supplies,  equipment,  etc.,  and  calling  on  the  Inter- 
.stall1  Commerce  Commission  and  the  Director-General  of  Rail- 
roads for  information  on  the  subject,  lie  asked  for  immediate 

ideration  of  the  resolutions,  but  Senator  Townsend,  of  Michi- 

.  acting  chairman  of  the  committee  on  interstate  commerce, 
ted. 

The  resolutions  refer  indirectly  to  the  partial  payment  bill 
and  the  bill  providing  for  modification  of  section  10  of  the  Clay- 
ton act,  and  embody,  in  effect,  the  substance  of  charges  made 

ntly  by  railroad  labor  leaders  relative  to  excessive  repair 

B  and  the  farming  out  of  repair  work  to  shops  other  than  rail- 
road shops.  The  introduction  of  the  resolutions  was  regarded  as 

irt  of  Senator  LaFollette's  program  of  opposition  to  the  par- 
tial payment  and  Clayton  act  bills. 

One  of  the  resolutions  (S.  Res.  459)  provides  that  the  Com- 
mission shall  furnish  to  the  Senate  all  the  information  in  Its 
possession  relating  to  its  investigation  of  the  cost  of  repairs. 
It  states  that  "some  or  all  of  the  railroads  subject  to  the  trans- 
portation act  have  contracted  to  pay  unreasonable  and  extrava- 
gant prices  for  railway  supplies,  equipment,  repairs,  and  renewals 

!-«ed  to  maintenance  account,"    and    that    in    certain    cases 

irate  corporations  have  been  organized,  with  participation 
of  railroad  officials  and  stockholders,  "to  which  railroad  shops 
have  been  leased  for  nominal  sums  and  to  the  profit  of  their 
promoters";  that  "it  is  stated  upon  good  authority  that  the 
charges  paid  by  railway  companies  for  supplies,  equipment,  re- 
pairs and  renewals  are  excessive,  amounting  from  two  to  five 
times  the  cost  of  doing  the  work  in  the  shops  of  the  railroads"; 
that  "it  is  further  charged  that  these  excessive  prices  for  re- 
pair work  have  fictitiously  and  fraudulently  increased  the  operat- 
ing expenses  of  the  roads  and  thereby  imposed  an  unwarranted 
drain  upon  the  treasury  of  the  United  States  and  the  American 
people,  amounting  to  many  millions  of  dollars  per  annum."  Any 
artificial,  fictitious  or  fraudulent  increases  in  operating  expenses 
constitute  an  unwarranted  and  vicious  drain  either  upon  the 
U.  S.  treasury  or  the  pockets  of  the  American  producers,  ship- 
pers and  consumers,  the  resolution  states. 

The  other  resolution  (S.  Res.  458)  says  "certain  bills  now 
before  Congress  propose  to  confer  certain  benefits  and  privileges 
upon  the  railroads  of  the  country,"  and  that  under  these  bills 
the  roads  will  get  certain  monetary  advantages  and  other  privi- 
leges which  they  claim  as  the  result  of  government  operation 
or  should  be  granted  to  free  them  from  unnecessary  regulations; 
that  an  unwarranted  burden  will  be  imposed  on  the  government 
and  the  people  unless  the  roads  institute  just  remuneration  and 
make  possible  increased  economy  and  efficiency.  Part  of  the 
report  of  the  Division  of  Operations  of  the  Railroad  Administra- 
tion for  1919  is  carried  in  the  resolution,  the  subject  matter  re- 
lating to  economies  in  the  matter  of  maintenance  of  equipment 
and  a  study  of  that  phase  of  railroad  work  by  the  division.  The 
resolution  calls  on  the  Director-General  for  the  results  of  this 
investigation. 


RAILWAY  REVENUE 

The  Traffic   World   Washington  Bureau 

The  Association  of  Railway  Executives,  February  22,  issued 
tin  following  statement  on  earnings: 

'A  tabulation  from  figures  reported  by  the  railroads  of  the 
country  to  the  Interstate  Commerce  Commission  show  that  the 
net  railway  operating  income  in  December  of  the  carriers  was 
$17,037.000,  which  was  at  the  annual  rate  of  return  of  1.17  per 
cent  on  the  value  of  their  properties  as  tentatively  fixed  by 
the  Commission  for  rate  making  purposes. 

"This  was  $69,821,000,  or  80  per  cent,  below  the  amount  which 
it  was  estimated  would  be  earned  under  the  increased  rates 
prescribed  by  the  Interstate  Commerce  Commission  in  accord- 
ance with  the  transportation  act.  Under  this  act  rates  were  to 
!»•  fixed  so  as  to  yield  to  the  carriers  a  return  of  six  per  cent 
on  t  heir  valuation. 

"Of  the  202  railroads  reporting  for  December,  88  with  a 
mileage  of  79,151  miles,  or  34  per  cent  of  the  total  mileage  in  the 
I'nited  States,  failed  to  earn  their  expenses  by  $20,173,000.  The 
remaining  114  carriers,  with  a  mileage  of  153,289  miles,  earned  a 
net  operating  income  of  $37,210,000.  In  November  64  carriers, 
representing  a  mileage  of  46,493  miles,  failed  to  earn  their  ex- 
penses, while  139  roads,  with  a  mileage  of  186,199,  had  a  net 
income  exceeding  expenses. 

"Total  operating  revenues  for  December  were  $550,608,000, 
or  an  increase  of  21%  per  cent  over  those  for  the  same  month  in 
1919,  while  total  operating  expenses  were  $498,265,000,  an  in- 
crease of  20  1-5  per  cent  over  those  for  the  corresponding  month 
the  previous  year.  The  net  railway  operating  income  was  an  in- 
crease of  24  1-10  per  cent  over  the  same  month  in  1919. 

"For  the  four  months  of  the  year  beginning  on  September  1 
when  the  guaranty  period  ended  the  net  operating  income  of  the 
carriers  totaled  $233,147,000.  On  this  basis  the  annual  rate  of 


return  on  their  tentative  valuation  would  be  3  2-5  per  cent.  This 
sum  fell  short  by  $174,668,000  of  the  amount  they  were  expected 
to  have  earned  In  order  to  realize  a  return  of  six  per  cent.  The 
rate  of  return  for  the  carriers  In  December  was  a  decrease  of  2.13 
per  cent  compared  with  that  for  November. 

"Compilations  show  that  the  net  operating  Income  of  the 
carriers  In  every  district  fell  considerably  below  six  per  cent 
In  December.  In  the  Eastern  district  the  railroads  fell  94  1-5  per 
cent  below;  the  Southern  district  47  3-10  per  cent,  and  the  West- 
ern district  80  7-10.  Calculating  on  the  basis  of  the  showing  for 
December,  the  carriers  in  the  Eastern  district  would  earn  annu- 
ally only  35-100  of  one  per  cent  on  their  tentative  valuation,  the 
Southern  district  3  4-25  per  cent  and  the  Western  district  1  4-25 
per  cent. 

"Reports  from  all  the  railroads  in  the  Eastern  district  show 
that  their  total  operating  revenues  for  December  were  $254,351,- 
000,  or  an  increase  of  27.3  per  cent  over  those  for  the  same 
month  in  1919,  while  their  total  operating  expenses  were  $237,- 
007,000,  or  an  increase  of  23  4-5  per  cent  compared  with  the  cor- 
responding previous  month.  Their  net  railway  operating  Income 
was  $1,943,000,  compared  with  a  deficit  in  December,  1919,  of 
$1,756,000. 

"Complete  reports  from  the  Southern  district  gave  the  total 
operating  revenues  of  the  carriers  as  $87,790,000,  which  was  an 
increase  of  19  1-5  per  cent  over  those  one  year  ago.  Total  oper- 
ating expenses  were  $77,104,000,  which  was  an  increase  of  18  3-5 
per  cent,  while  the  net  operating  income  totaled  $7,676,000,  or  an 
increase  of  32  1-10  per  cent  over  that  for  the  previous  December. 

"With  only  reports  from  the  Green  Bay  &  Western  R.  R. 
missing,  the  operating  revenues  of  carriers  In  the  Western  dis- 
trict totaled  $208,467,000,  an  increase  of  15  9-10  per  cent  over  the 
corresponding  month  the  previous  year.  Operating  expenses 
were  $184,154,000,  an  increase  of  16  3-5  per  cent,  while  the  net 
operating  in-come  was  $7,418,000,  which  was  a  decrease  of  23  3-10 
per  cent  compared  with  that  in  December,  1919." 

CAR  BUILDING  AND  REPAIR  EMPLOYES 

The  Traffic   World   Washington  Bureau 

There  was  a  decrease  of  5.5  per  cent  in  the  number  of  em- 
ployes in  the  car  building  and  repair  industry  in.  January  as 
compared  with  the  same  month  in  1920,  but  an  increase  of  9.6  per 
cent  in  the  payroll  in  January,  as  compared  with  January,  1920, 
according  to  a  report  by  the  U.  S.  Department  of  Labor  on  employ- 
ment in  selected  industries.  The  figures  are  based  on  reports 
from  46  establishments.  The  number  of  employes  on  the  pay- 
roll in  January  was  44,613,  as  compared  with  47,199  in  January, 
1920?  and  th«  payroll  in  January  was  $3,125,082,  as  compared 
with  $2,850,611  in  January,  1920. 

A  comparison  of  the  number  of  employes  and  the  payroll  in 
January  as  compared  with  December,  1920,  however,  showed  a 
decrease  of  12.4  per  cent  in  employes  and  20.2  per  cent  in  pay- 
roll. These  figures  were  computed  from  reports  submitted  by 
45  establishments  and  therefore  the  January  (1921)  figures 
vary  from  those  based  on  the  reports  of  the  46  establishments 
referred  to  above.  These  plants  reported  42,573  employes  in 
January,  as  against  48,577  in  December,  and  a  payroll  of  $2.980,- 
181,  as  against  $3,734,332  in  December. 

"This  industry,"  the  report  stated,  "reports  that  in  order 
to  reduce  expenses  and  on  account  of  general  business  condi- 
tions the  number  of  employes  was  reduced.  The  per  capita 
earnings  for  the  period  in  January  are  8.9  per  cent  lower  than 
for  the  December  payroll  period." 


CONDITIONS  AT  HAVANA 

An  encouraging  improvement  in  harbor  conditions  at  Ha- 
vana, Cuba,  is  noted  in  a  cable  from  Consul  General  Hurst  dated 
February  15,  1921.  There  were  at  that  time  56  American  vessels 
in  the  harbor,  in  comparison  with  60  during  the  previous  week. 
During  the  seven  days  preceding  February  15  there  were  cleared 
for  American  ports  11  foreign  vessels  and  67  American  vessels,  as 
compared  with  15  foreign  vessels  and  49  American  ones  In  the 
previous  week.  It  is  reported  by  the  customs  authorities  that 
722,000  packages  were  dispatched  in  the  week,  in  comparison 
with. 548, 000  for  the  week  previous.  Under  the  new  port  super- 
visor, Col.  Despalgne,  a  record  week  in  the  breaking  up  of  harbor 
congestion  has  been  made  by  this  increase.  There  are  at  present 
45  private  warehouses  bonded  and  several  Important  applications 
for  bonding  are  pending. 

A  public  sale  of  damaged,  perishable,  and  long-stored  goods 
is  being  held  by  the  customs  authorities  on  the  general  wharves. 
A  public  sale  of  the  Cemetary  de  Estaba  storage  is  announced  for 
February  26.  The  port  supervisor  is  making  every  effort  to  pro- 
tect American  interests,  and  only  perishable  goods,  or  those 
which  have  b.een  stored  for  one  year  or  more  and  not  called  for, 
are  being  sold. 

PAYMENT  TO  SHEARWOOD  RY. 

Payment  of  a  loan  of  $29,000  to  the  Shearwood  Railway 
Company  on  a  certificate  of  the  Commission  has  been  made  by 
the  Treasury  Department. 
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ABSORPTION  OF  SWITCHING 

The  Traffic  World  Washivgtor.  Bureau 

The  Hocking  Valley,  by  filing  schedules  that  have  been  sus- 
led  in  land  S    No    1300,  has  raised  the  question  whether 

23  to  the  same  day  in  June,  the  operation  of  the  Hocking  Valley  s 

I-  °In ' tha°t'  Uriff  it  proposes  that  it  shall  absorb  only  forty  per 
cent  of  the  increase  in  the  switching  charges  whereby  transit 
gran  transit  feed,  and  other  commodities  are  transferred  from 
its  rails  to  the  rails  of  the  Toledo,  St.  Louis  &  Western  and  the 

''""when'th^Holking  Valley  filed  its  supplement  under  Ex 
Parte  No.  74,  it  provided  for  the  complete  absorption  of  the  forty 
per  cent  increase  in  the  rate  of  the  carrier  that  transfers  its 
freight  to  the  rails  of  the  connections  mentioned. 

Under  the  suspended  tariff  the  Hocking  Valley  proposes  that 
It  shall  absorb  only  forty  per  cent  of  the  increase.  In  the  event 
the  Commission  should  allow  the  change,  probably  every  other 
railroad  would  follow  suit,  because  that  would  cut  down  the 
expenses  of  a  line  dependent  upon  some  other  to  make  its  de- 


The  following  shows  the  present  and  proposed  maximum 
amounts  that  will  be  absorbed  on  commodities  indicated  re- 
ceived from  the  T.  St.  L.  &  W.  R.  R.  or  Ann  Arbor  R.  R. 

Rates  in  dollars  per  car. 
Present.  Proposed. 

"  8.50 


Commodities. 

On  transit  grain  *"•»» 

On  transit  feed   J3.00 

On  other  freight  10.00 


11.00 
7.00 


I.  C.  C.  CONTROL  OVER  COAL  SUPPLY 

The   Traffic   World   Washington  Bureau 

"The  provisions  of  the  Esch-Cummins  law  (transportation 
act)  provide  a  practicable  means  of  meeting  such  emergencies 
through  the  action  of  the  Interstate  Commerce  Commission," 
said  Senator  Gay,  of  Louisiana,  in  a  minority  report  to  the  Senate 
on  regulation  of  the  coal  industry  as  proposed  by  the  majority 
report  of  the  committee  on  reconstruction  and  production  and 
the  bill  Introduced  by  Senator  Calder. 

The  senator  referred  to  the  coal  shortage  last  year  and  the 
consequent  action  of  the  Commission  in  issuing  service  orders 
to  meet  that  situation.  He  cited  the  Commission's  review  of  its 
actions  In  that  matter  in  its  annual  report. 

"The  Commission,"  said  he,  "goes  on  to  explain  the  various 
service  orders,  which  were  issued  and  which  were  effective  in 
increasing  the  current  weekly  shipments  of  bituminous  coal  from 
9,000,000  tons  per  week  to  12,000,000  tons  per  week,  and  which 
brought  about  the  necessary  shipments  to  Lake  Erie  ports  for 
transshipment  on  the  Great  Lakes  to  the  Northwest  during  the 
period  of  open  navigation  in  the  summer  and  early  fall,  and  by 
water  to  New  England,  at  the  same  lime  that  the  general  in- 
crease in  shipments  permitted  the  upbuilding  of  necessary  re- 
serves of  coal  against  winter  demands  as  well  as  the  current 
demand.  The  commission  further  reports  that  these  special 
sen-ice  orders  were  suspended  one  by  one  as  quickly  as  condi- 
tions permitted,  until  they  have  finally  all  been  suspended  with 
one  exception.  The  cancellation  of  these  orders  became  effective 
as  soon  as  the  Commission  was  convinced  that  the  emergency 
had  passed  and  that  the  movement  and  supply  of  coal  was  suffi- 
cient for  the  public  need. 

"It  is  clear  to  my  mind  from  the  evidence  submitted  to  the 
committee  that  the  bituminous  coal  industry  is  peculiarly  de- 
pendent upon  a  curent,  regular,  and  adequate  transportation 
service  from  the  mines  to  the  consumer.  At  the  beginning  of 
1920  the  coal  industry  was  in  peculiar  need  of  the  services  of 
the  railroad  because  the  mines  were  called  on  to  supply  a  deficit 
of  some  20,000,000  tons  in  the  country's  stock  pile.  This  deficit 
was  created  by  the  bituminous  coal  strike.  Distribution  then 
was  hampered  by  the  switchmen's  strike  in  April,  May,  June, 
and  July  of  1920.  It  seems  evident  that  insufficiencies'  in 
the  service  or  interruptions  in  transportation  are  the  chief 
causes  of  the  difficulties  which  consumers  have  had  during  the 
past  summer  in  rebuilding  stocks. 

"The  provisions  of  the  Esch-Cummins  law  provide  a  practic- 
able means  of  meeting  such  emergencies  through  action  of  the 
Interstate  Commerce  Commission. 

"It  is  apparent  that  a  very  severe  test  of  the  ability  of  the 
commission  to  deal  with  such  emergencies  in  coal  supply,  due  to 
transportation  failures,  has  occurred  during  the  past  summer. 
The  results  are  adequate  proof  of  the  wisdom  of  that  legislation. 
Therefore,   in  my   Judgment,   little   further  legislation    for  that 
irpose  seemK  necessary  at  this  time.     Moreover,  if  that  emerg- 
ency power  in  the  hands  of  the  Interstate  Commerce  Commission 
i  used  to  prevent  the  recurrence  of  serious  shortages,  I  am  satis- 
eonsumers  may  confidently  expect  to  obtain  sufficient 
M  of  bituminous  coal  without  serious  difficulty  and  without 


the  necessity  of  paying  exorbitant  prices,  especially  if  steps  are 
taken  to  insure  equity  in  distribution. 

"I  recognize  that  one  of  the  difficulties  in  the  coal  situation 
is  lack  of  proper  distribution.  I  believe  we  can  legislate  in  an 
entirely  safe  manner,  so  as  to  provide  for  proper  distribution 
when  it  becomes  necessary  to  give  priority  to  coal  in  the  matter 
of  transportation.  The  Interstate  Commerce  Commission  did  this 
as  far  as  it  could  in  an  indirect  manner.  I  see  no  reason  why 
we  can  not  confer  power  to  deal  with  distribution  in  a  direct 
way  when  it  becomes  necessary  to  give  coal  transportation  prior- 
ities The  very  object  of  this  priority  is  to  protect  the  consuming 
public  We  should  see  that  they  get  this  coal,  rather  than  allow- 
ing the  producer  to  sell  it  for  the  high  dollar. 

"We  must  not  inflict  on  the  vast  majority  of  coal  opera 
and  dealers  who  are  honest,  the  blight  of  federal  regulation  be- 
cause some  of  those  engaged  in  this  industry  took  advantage  of 
an  economic  situation  to  profiteer.  If  the  Congress  will  take 
steps  to  make  it  possible  for  the  railroads  to  provide  cars  to 
handle  reasonable  peaks  of  shipments  or  take  steps  to  influence 
a  more  equalized  movement  of  coal  throughout  the  12  months 
of  the  year,  shortages  would  be  few  and  far  between. 

"Here  we  have  the  spectacle  of  an  effort  to  put  throv 
hurriedly  a  great  departure  in  industrial  control — a  matter  as 
important  as  the  Sherman  law  and.  entirely  comparable  with 
railroad  regulation,  since  the  annual  output  of  coal  is  worth 
billions  of  dollars— with  the  most  superficial  investigation  on 
the  part  of  Congress." 

SHEEP  IN  DOUBLE-DECK  CARS 

Hearing  on  No.  11700,  National  Live  Stock  Exchange  vs. 
Ann  Arbor  et  al.,  was  held  before  Examiner  Bronson  Jewell  in 
Chicago,  February  18.  The  complaint  alleges  that,  by  reason 
of  the  carload  minima  on  sheep,  lambs,  goats,  and  kids,  in 
double-deck  cars,  the  present  rates  on  these  animals  from  and 
to  points  in  official  and  southern  territory  are  unjust  and  un- 
reasonable. The  present  minimum  weights,  which  are  prescribed 
in  freight  rate  authority  No.  15766,  of  the  Director-General,  are 
22,000  pounds  on  cars  less  than  36  feet  7  inches,  23,000  pounds 
on  cars  between  that  and  40  feet,  and  24,000  pounds  on  cars  over 
40  feet  in  length.  The  weights  proposed  by  the  exchange  are 
18,000,  19,000,  and  20,000,  respectively. 

Petitions  of  intervention  were  filed  by  Arthur  Hayes  on  be- 
half of  the  Institute  of  American  Meat  Packers,  and  Clifford 
Thome,  on  behalf  of  the  American  Farm  Bureau  Federation  and 
others.  The  latter  was  represented  at  the  hearing  by  W.  R. 
Matheny.  E.  P.  Skipworth  handled  the  case  for  the  National 
Live  Stock  Exchange  and  the  carriers  were  represented  by  Guern- 
sey Orcutt  of  the  Pennsylvania  System. 

W.  S.  Bell,  live  stock  merchant  of  Louisville,  and  other  wit- 
nesses, introduced  exhibits  which  purported  to  show  that  the 
average  loading  of  sheep  in  double-deck  cars  was  far  below  the 
minimum.  E.  E.  Compson,  live  stock  shipper  of  Lansing,  Mich., 
said  that  repeated  demonstrations  on  his  part  had  shown  that 
it  was  impossible  -to  load  more  than  18,000  pounds  of  sheep  in 
one  car  safely.  Pressed  for  specific  examples  however,  he  could 
site  none.  His  statements  were  borne  out,  in  a  measure,  by  B.  G. 
Cook,  buyer  and  seller  of  sheep  for  Clay,  Robinson  and  Company 
of  Chicago,  though  his  figures  for  possible  loadings  ranged  from 
18,500  pounds  for  lambs  to  20,000  pounds  for  old  sheep  and  goats 

Frank  Coombs,  trarric  commissioner  for  the  Michigan  Live 
Stock  Exchange,  Grand  Rapids,  related  an  instance  where  an  at- 
tempt was  made  to  load  three  double-deck  cars  to  the  minimum 
with  sheep  for  shipment  to  Buffalo.  One  of  these  cars,  he  said, 
contained  19,900  pounds  and  arrived  in  Buffalo  containing  eight 
dead  animals.  A  claim  lodged  with  the  railroad  company  on 
these  dead  sheep  brought  from  the  road  the  information  that  i 
the  claim  was  pressed  it  would  report  the  case  to  the  humane 
society.  The  witness  said  the  roads  frequently  resisted  these 
claims  on  the  ground  that  the  cars  were  overloaded,  even  though 
it  was  the  duty  of  the  local  agent  to  inspect  the  cars  before  ac- 
cepting them  for  transportation. 

M.  S.  Connelly,  assistant  freight  traffic  manager  for  the 
Pennsylvania,  at  Chicago,  took  the  stand  for  the  defendants  and 
said  that  the  original  basis  for  sheep  rates  was  set  by  the  Com- 
mission in  1915,  I.  &  S.  603,  the  so-called  eastern  live  stock  case, 
as  125  per  cent  of  the  cattle  rate.  The  granting  of  the  straight 
cattle  rate  to  shipments  in  double-deck  cars  was  a  concession 
on  the  part  of  the  roads,  he  said,  and  freight  rate  authority  No. 
15766  raised  the  minimum  weight  on  double  deck  shipments 
from  18,000  to  22,000,  because  it  was  considered  only  logical  to  ap- 
ply the  cattle  minimum  to  the  cattle  rate.  W.  J.  Keller,  district 
freight  agent  for  the  New  York  Central  at  Kankakee,  111.,  intro- 
duced an  exhibit  purporting  to  show  a  list  of  17  other  commodities 
that  are  always  loaded  to  capacity  and  the  average  weight  of 
which  falls  below  the  prescribed  minimum — this  by  way  of  show- 
ing that  sheep  in  double-deck  cars  are  no  exceptions.  He  and 
other  witnesses  introduced  exhibits  which  they  said  showed  that 
sheep  produce  a  lower  per  car  mile  earning  than  almost  any 
other  class  of  freight. 

A.  W.  Tevebaugh,  general  agent  at  the  Union  Stock  Yards, 
Indianapolis,  introduced  some  figures  which  he  claimed  showed 
that  users  of  double-deck  cars  at  that  yard  use  only  about  11  per 
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cent  of  I  he  double-deck  cars  they  order.  He  said  that  when  the 
carriers  are  compelled  to  substitute  two  single-deck  cars  for  one 
(Inutile-deck  car,  the  shippers  invariably  nse  the  two  singles. 
!!>•  i  mleavored  to  explain  this  by  saying  that  the  double-deck 
minimum  upplies  on  the  two  single-deck  cars  so  substituted, 
uiniiT  the  so-called  2-for-l  rule,  but  did  not  explain  what  par- 
ticular advantage  accrues  to  the  shipper  when  such  Is  the  case. 
Brief  date  was  set  at  March  18. 


HURRY-UP  TARIFFS  PROTESTED 

The  Tragic  World  Washington  Bureau 

Many  complaints  have  been  received  by  the  Commission 
from  shippers  and  organizations  of  shippers  from  New  York  on 
the  east  to  Sioux  City  on  the  west  and  from  nearly  every  point 
In  the  Southeast  and  Mississippi  Valley  territories  against  about 
900  commodity  tariffs  filed  by  carriers  and  their  agents  In  sup- 
posed compliance  with  Its  orders  in  the  Memphis-Southwestern 
case.  Docket  No.  9702;  the  Murphreesboro  Board  of  Trade  case, 
docket  No.  9190;  and  the  Spartanburg  case.  The  last  mentioned 
rase  lias  only  a  distant  connection  with  the  tariffs  and  the  pro- 
tests. 

The  tariffs  against  which  protests  have  been  filed  bear  ef- 
fective dates  of  March  1  and  later,  and  were  filed,  the  carriers 
and  agents  aver,  in  compliance  with  a  telegraph  order  from 
Secretary  McGinty,  dated  January  4.  In  that  telegram  he  set 
forth  that  the  Commission  had  postponed  the  effective  date  of 
fourth  section  order  No.  7542  until  March  1,  as  to  commodity 
rates,  revised  rates  to  be  filed  on  statutory  notice. 

"Am  directed  to  advise  you  that  the  Commission  will  in- 
sist revised  rates  be  made  effective  not  later  than  date  indicated 
and  will  order  prosecution  of  carriers  in  default,"  Mr.  McGinty 
added. 

The  tariffs  under  attack  by  shippers  are  those  the  carriers 
said  they  were  forced  to  file  so  as  to  clear  the  threat  contained 
in  the  McGinty  telegram  of  January  4.  Shippers  generally  do 
not  seem  to  know  about  the  threat  of  prosecution.  It  was  not 
made  public.  If  they  do,  they  are  not  paying  the  slightest  at- 
tention but  are  protesting  on  the  ground  that  the  revisions  pro- 
posed in  supposed  compliance  with  the  three  cases  mentioned 
are  not  in  harmony  with  the  Commission's  decisions,  and,  If 
allowed  to  become  operative,  will  result  in  increases  in  rates 
such  as  the  Commission  did  not  contemplate  and  in  much  wider 
areas  than  it  could  have  imagined. 

Class  rates  in  supposed  compliance  with  the  Memphis-South- 
western and  the  Murphreesboro  cases  have  been  filed  and  stand 
suspended  in  I.  and  S.  Nos.  1260  and  1261.  Inasmuch  as  the 
commodity  rates  are  based  on  the  class  rates,  their  suspension 
would  be  regarded,  by  those  who  have  followed  the  matter,  as 
logical  and  to  be  expected. 

The  revision  of  commodity  rates  is  being  proposed  in  con- 
formity with  a  formula,  the  foundation  stone  of  which  is  the 
first  class  rate  of  89  cents  from  Cairo  to  Memphis.  Increased 
by  25  per  cent,  as  authorized  in  Ex  Parte  No.  74,  that  rate, 
dropping  the  fraction,  becomes  111  cents.  Starting  with  that 
rate  and  observing,  as  claimed,  established  relationships,  the  first 


class  rate  from  St.  Louis  and  Louisville  becomes  $1.14;  Cin- 
cinnati to  Memphis  $1.:>9;  Chicago  $1.71;  Milwaukee  $1.81;  and 
Buffalo-Pittsburgh  $1.80.  The  first  class  rate  from  Cairo  to  New 
Orleans  becomes  $1.71;  St.  Louis-Louisville  $2.01;  Cincinnati 
$2.16;  Chicago  $2.23,  and  Buffalo-Pittsburgh  $2.45. 

In  a  letter  to  the  Commission,  F.  L.  Spelden  has  explained 
the  method  used  in  working  out  the  class  rate  basis  to  be  used 
in  making  the  commodity  rate  from  the  crossings  on  the  Ohio 
to  points  in  Mississippi  valley  and  southeastern  territories. 

The  proposed  commodity  rates  are  to  be  made  certain  per- 
centages of  the  class  rates — as,  for  instance,  sulphuric  acid  IB 
to  be  thirteen  per  cent  of  the  first  class  rate  and  bakery  goods 
50  per  cent.  The  percentages  the  new  commodity  rates  are  to 
bear  to  the  class  rates,  are  the  percentages  they  now  bear  to  key 
class  rates  set  forth  by  Spelden  In  his  explanation.  Rates  are 
to  be  found  in  percentage  columns. 

In  the  proposed  scheme  the  class  rates  are  to  bear  the  fol- 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
<nd  THE  TRAFFIC  WORLD  is  the  logical  medium  for  icettlnc  th» 
MPn  and  the  positions  In  touch  with  each  other.  Th«  rau>n  foi 
:lasslfied  advertisements  ars  as  follow*:  First  Insertion.  11.60  pot 
line:  minimum  charge.  $3.00:  succeeding  Insertions,  per  line.  50c:  in 
words  to  the  line;  numbers  and  abbreviations  counted  as  word* 
I  point  type;  payable  In  advance.  Answers  to  keyed  advertisements 
forwarded  free  and  all  correspondence  held  In  strict  confidence.  Th« 
FRAFFIC  WORLD.  418  South  Market  Street.  Chicago.  Ill 

POSITION  WANTED — Traffic  man.  experienced,  railroad  and  in- 
dustrial, now  located  New  York,  desires  change  March  first.  No  ob- 
jection to  locating  elsewhere.  Address  M.  E.  S.  333.  Traffic  World, 
Chicago. 

POSITION  WANTED— Traffic  executive  holding  Important  rail- 
way position  qualified  as  examiner  Interstate  Commerce  Commission 
seeks  wider  field.  Address  R.  E.  E.  301,  care  Traffic  World,  Chi- 
cago. III. 

•POSITION  WANTED— By  accurate  accountant  and  traffic  man. 
Eighteen  years'  schooling:  ten  railroad:  rating,  claims,  per  diem,  dis- 
bursements, statistics,  co-operation  and  always  studying.  Now  taking 
traffic  course;  hiph  record.  "Grade  1"  rating  by  Interstate  Commerce 
Commission.  Location  immaterial.  Let  me  give  you  detail,  refer- 
ences. Address  CAR-7.  Traffic  World,  Chicago. 

FOR  SALE — 25  Baxter  charcoal  car  heaters.  In  serviceable  condi- 
tion. John  Gund  Brewiner  Company.  La  Crosse.  Wis. 


'WANTED, 
"CAR-7"   above. 


ATTENTION — General       Manager:         Please      read 


WANTED — Copies  of  the  January  31,  the  February  28,  the 
March  6  and  20,  the  May  8  and  29,  the  August  21,  the  September 
11,  the  October  9,  16  and  23,  the  November  20  and  the  Decem- 
ber 11,  1920,  and  the  January  22,  1921,  issues  of  The  Traffic 
World.  Will  pay  25  cents  each  in  cash  or  allow  50  cents  each 
in  trade  for  any  or  all  of  the  above. 

THE  TRAFFIC  WORLD,  418  So.  Market  St.,  Chicago. 


J.  W.  ROBERTS,  President 


FRED  PETTIJOHN,  Vice-PreBident 


STANLEY  WOOD,  Secretary-Treaaurvr 


THE    ROBERTS-PETTIJOHN-WOOD    CORPORATION 

ACCOUNTING    SERVICE 

f  ITARANTY     PFRIOD   returns  under  the  Transportation  Act,    1920,  and  the  statement  of  claims  against  the 
VlUnI\/\ll  rEiIVlVfl/   United  States  covering  the  period  of  Federal  Control  require  careful  preparation  if  the 

carrier  is  to  be  properly  reimbursed.     We  have  available  a  corps  of  specialized  railroad  accountants,  experienced  in   the 
preparation  of  such  claims.  M,,,s  Building.  Washington.  D.  C.  Twenty  East  Jackson.  Chicago 
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lowing  percentage  relationships  to  each  other:  100,  86,  76,  64,  52, 
44  I  i  40  30,  and  25,  the  scale  being  a  ten  class  affair.  . 
'  While'  the  Memphis-Southwestern  case  dealt  primarily -wi th 
rates  west  of  the  Mississippi  River,  on  account  of  the  competi- 
tion between  shippers  on  the  two  sides  of  the  river,  there  was 
in  east  siQ-enCounPter  part  in  which  Chairman  Pitt  of  the  fourth 
section  board,  devised  a  group  system  of  rates  from  St.  Louis 
southward  into  the  Mississippi  Valley  In  the  commodity  tariff 
filed  by  carriers  and  their  agents,  the  claim  is  made  that  the 
bales  established  by  Pitt  have  been  followed.  Protests  from 
shippers  challenge  not  only  that,  but  nearly  every  other  affirma- 
tion made  bv  Speiden  in  respect  of  the  Memphis-Southwestern 
case  and  of'D  M.  Goodwyn  and  Charles  Barham  in  respect  of 
the  Murphreesboro  case  and  the  tariffs  claimed  to  be  m  com- 
pliance with  the  order  in  that  case. 

In  the  Murphreesboro  case  the  Commission  found  that 
water  competition  that  once  prevailed  at  Nashville  was  no  longer 
in  existence  and  that  that  could  not  be  pleaded  as  justification 
for  the  rates  to  and  from  Nashville  lower  than  to  and  from  in- 
termediate points,  such  as  Murphreesboro,  Columbia,  Dickson, 
Lebanon,  Gallatin,  and  Watertown,  Tenn. 

In  lining  up  rates  to  conform  with  the  fourth  section  order 
in  that  case,  shippers  have  asserted  the  carriers  took  the  highest 
rates  at  intermediate  points  as  the  measure  of  new  rates  and 
filed  tariffs  increasing  class  rates  to  points  as  far  away  as  Jack- 
sonville. It  is  asserted  that  they  are  now  proposing  to  do  the 
same  thing  with  regard  to  commodity  rates,  largely  on  the  plea 
that  under  the  urgent  order  of  the  Commission  to  file  their 
revised  rates  before  March  1  they  could  not  work  out  a  scheme 
except  on  the  basis  presented. 

Sketchy  estimates  have  been  made  that  if  the  schemes  for 
revising  rates  are  permitted  to  go  into  effect,  there  will  be 
another  general  increase  in  the  South  amounting  to  at  least 
10  per  cent,  if  not  more,  so  that  if  the  tariffs  become  operative 
the  southern  carriers  will  obtain  as  high  an  increase  as  was 
allowed  the  western  carriers  in  Ex  Parte  No.  74,  but  denied 
to  the  southern  carriers  on  the  ground  that  they  did  not  need 
such  a  heavy  increase. 

Sporadic  checking  of  proposed  rates  in  the  Southeast  and 
Mississippi  Valley  has  shown,  it  is  averred,  increases  running 
up  to  100  per  cent  over  the  rates  as  increased  in  Ex  Parte  No. 
74.  The  mass  of  tariffs  to  be  examined  is  so  great  that  the  rules 
of  practice  requiring  page  and  item  to  be  shown  by  protestants 
has  not  been  complied  with  by  many  of  the  objectors.  They 
have  declared  to  the  Commission  that  they  have  not  been  able 
to  obtain  copies  of  the  tariffs,  in  many  instances,  and  in  the 
cases  in  which  they  have  obtained  them,  the  items  are  so 
numerous  that  compliance  with  the  rules  would  make  the  record 
unduly  long. 

Because  of  the  pressure  of  the  emergency  that  Mr.  Speiden 
claims  was  produced  by  the  telegram  from  Secretary  McGinty, 
dated  January  4,  he  said  there  had  been  no  discussion  of  the 
rates  with  interested  shippers,  and  that  the  carriers  themselves 
had  had  practically  no  time  to  discuss  them  among  themselves. 
He  said  it  was  the  understanding  that  as  soon  as  the  emergency 
was  passed  and  the  immediate  revision  in  hand  completed,  the 
carriers  would  take  up  the  rates  with  a  view  to  giving  them 
careful  consideration  for  the  publication  of  such  revision  as 
might  appear  needful  or  proper. 

The  shippers  have  not  regarded  the  matter  as  an  emergency 
thing.  They  have  proceeded  on  the  assumption  that,  regard- 
less of  the  telegraphic  orders  of  the  Commission,  they  are  en- 
titled to  a  consideration  of  the  tariffs  on  their  merits,  regardless 
of  the  necessity  for  complying  with  an  order,  which  could  be 
met,  they  contend,  by  reducing  a  few  rates  to  the  level  or 
slightly  below  the  level  of  rates  to  and  from  Nashville. 

COTTON  BELT  MEMPHIS  TERMINAL 

Announcement  is  made  from  the  general  offices  of  the  Cotton 
Belt  Lines  at  St.  Louis  that,  effective  February  28,  the  St.  Louis 
Southwestern  Railway  will  operate  its  own  freight  trains  in 
and  out  of  Memphis,  Tenn.,  and  will  use  jointly  with  the  Illinois 
Central  Railroad  all  the  terminal  facilities  of  that  line  at  Mem- 
phis. Henceforth  trains  will  be  operated  solid  via  Memphis 
and  Brinkley,  Ark.  The  use  of  this  line  between  Memphis  and 
Brinkley  will  give  the  Cotton  Belt  a  more  direct  route  than 
heretofore,  and  will  afford  an  advantage  in  time  on  traffic  mov- 
ing from  Memphis  and  from  points  beyond  via  the  Memphis 
gateway  to  destinations  in  Arkansas,  Louisiana,  Texas,  Mexico, 
Colorado,  California  and  points  generally  in  the  southwest  and 
the  west. 

The  through  package  car  service  now  in  operation  will  be 
continued  and  increased  as  the  traffic  justifies,  insuring  a  fast 
freight  service  in  through  cars  for  package  freight  delivered  at 
Cotton   Belt  depot  at  Memphis  and  received  from  connec- 
tions at  that  point,  originating  beyond   Memphis. 

The  Memphis  terminals  of  the  Cotton  Belt  were  constructed 

the  future  nedes  of  Memphis  and  its  gateway  traffic. 

ninalg  are   composed   of  two   depots,   one  for   inbound 

the  other  for  outbound  less-than-carload  freight.    The  agent's 

are  located  at  the  inbound  depot,  occupying  the  entire 

story  of  the  building.     The  outbound   freight  house   is 


1 180  by  40  feet,  extending  from  Calhoun  Avenue  South,  reached 
by  wide  well-paved  driveway.  Freight  is  received  through 
fifty  doors.  These  facilities  will  serve  both  the  Cotton  Belt  and 
the  Illinois  Central  simultaneously.  The  inbound  freight  house 
is  at  Calhoun  Avenue  and  Shelby  Street,  extending  1,210  feet 
south  on  Shelby,  the  building  being  fifty  feet  wide.  About  forty 
delivery  doors  are  maintained.  Team  and  industry  tracks  are 
located  at  important  points  within  the  terminals. 

Among  the  outstanding  features  in  connection  with  the  new 
Cotton  Belt  operations  at  Memphis  is  the  fact  that  on  and  after 
February  28  all  Cotton  Belt  trains  will  be  operated  in  and  out 
of  Memphis  solid,  with  their  own  train  and  engine  crews.  The 
first  freight  division  will  be  Memphis  to  Pine  Bluff.  In  reality, 
Memphis  will  have  the  advantages  of  another  trunk  line  rail- 
road. Heretofore  Cotton  Belt  traffic  has  been  handled  between 
its  main  line  and  Memphis  by  another  road. 

The  Cotton  Belt  Route  is  fifty  years  old  this  month.  The 
road,  which  now  stretches  out  through  six  states,  with  ap- 
proximately 1,800  miles  of  track,  had  its  beginning  about  March 
1  1871,  when  a  group  of  Texas  farmers  sat  in  a  circle  and 
decided  to  build  a  little  road,  which,  when  started,  was  called 
the  "Tyler  Tap."  The  first  stretch  of  track  extended  21  miles 
east  from  Tyler.  Tradition  has  it  that  the  first  rails  were  of 
wood,  and  was  operated  by  two  diminutive  locomotives  called 
"Punch  and  Judy."  May  17,  1879,  the  little  road  was  laid  with 
35-pound  rail  and  took  upon  itself  another  locomotive,  called 
"Governor  Hubbard,"  somewhat  heavier  than  the  estimable  gen- 
tleman for  whom  it  was  named. 

The  Cotton  Belt  Route  has  made  rapid  and  substantial 
progress  in  late  years,  especially  since  1917,  when  James  M. 
Herbert  was  made  president. 

UNLOADING  CHARGES  ON  LIVE  STOCK 

The  Interior  Iowa  Packers  have  filed  a  brief  in  Docket  No. 
11966,  Omaha  Packing  Company  et  al.  vs.  The  A.  T.  &  S.  F.,  in 
which  certain  packers  have  asked  that  the  carriers  perform  the 
service  of  unloading  live  stock  at  private  stockyards  located  ad- 
jacent to  their  packing  houses. 

The  Interior  Iowa  Packers  intervened  in  behalf  of  the  com- 
plainant. In  the  transportation  act,  Congress  provided  that  de- 
livery of  live  stock  at  public  stockyards  should  be  made  by  the 
carrier  without  extra  charge,  and  packers  operating  private  stock- 
yards in  connection  with  their  packing  houses  filed  a  complaint 
praying  that  the  carriers  perform  unloading  service  at  their  pri- 
vate stockyards  or  give  them  an  allowance  therefor  if  the  pack- 
ers perform  the  service,  the  same  as  they  do  at  public  stock  yards. 

In  the  brief  of  the  Interior  Iowa  Packers,  written  by  Walter 
E.  McCornack,  it  is  claimed  that  there  is  an  unjust  discrimina- 
tion if  the  allowance  is  not  given  to  private  stockyards,  because 
there  is  no  transportation  distrinction  between  shipments  of  live 
stock  to  public  and  private  yards,  and  that  including  a  greater 
transportation  or  terminal  service  in  the  freight  rate  to  any  local- 
ity or  consignee  than  to  another  locality  or  consignee  when  the 
service  is  rendered  under  the  same  conditions,  is  an  unjust  dis- 
crimination. 

The  main  point  in  the  brief  seems  to  be  that  there  may  be  < 
discrimination  even  though  Congress  has  itself  provided  that  the  j 
carriers  shall  perform  the  unloading  at  public  stockyards — the 
brief  claiming  that  Congress  may  no  more  discriminate  under  the 
federal  constitution  than  the  carriers  under  Section  3  of  the  act 
to  regulate  commerce.     Congress,  the  brief  says,  under  the  fifth 
amendment  to  the  Constitution,  can  not  pass  any  discriminatory 
laws  any  more  than  the  carrier  may  discriminate  under  Section  ' 
3.    It  is  claimed  that  section  3  of  the  act  was  not  repealed  because  > 
Congress  saw  fit  to  provide  that  transportation  to  public  stock- 
yards included  delivery  of  live  stock  into  the  yard  and  pens,  and 
both  section  3  and   the  provision  with  respect  to  unloading  at 
public  stockyards  should  be  enforced;  and  that  if  both  provisions 
can  not  be  enforced  the  one  to  survive  is  the  one  more  powerful — 
namely,  section  3.     It  is  claimed  that  there  is  no  transportation  ; 
or  terminal  distinction  to  shipments  of  live  stock  to  private  or 
public  stockyards  and  that  if  there  were  it  would  be  indicated  in 
the  line-haul  rates. 

The  Commission  is  asked  to  issue  an  order  removing  the  dis- 
crimination, or,  if  this  cannot  be  done,  because  Congress  has 
made  the  standard — that  transportation  of  live  stock  to  public 
yards  includes  delivery  into  pens— then  to  find  that  unjust  dis-' 
crimination  exists  and  to  order  it  removed  by  running  transpor- 
tation into  the  pens  of  private  stockyards,  and  if  the  carriers  will 
not  perform  the  service  by  its  own  employees  to  give  the  private 
stockyard  company  an  allowance  for  performing  the  service. 


M.   &    ST.    L.    BONDS 

Authority  to  issue  $2,096,000  of  refunding  and  extension! 
5  per  cent  mortgage  bonds  is  asked  by  the  Minneapolis  &  St.; 
Louis  in  a  petition  filed  with  the  Commission.  Of  the  total 
issue  the  company  proposes  to  use  $1,382,000  for  the  retirement 
of  an  equal  amount  of  first  mortgage  bonds  due  April  1.  The 
other  bonds  will  be  held  in  the  company's  treasury  for  pledging 
from  time  to  time  for  short  term  loans. 
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HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE    POSSESSION    WHEN    NEXT    IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whitefield  Sarnrni. 


Phon*  Main  2210 


417  SOUTHERN  BUILDING 


WOOD  BOXES 

Are  the  Safest  Containers 

We  Manufacture  Only 

Quality  Containers  for 

Domestic   and    Export 

Shipments 

Box  Shocks — 4 -Ones — Any  Size  or  Style 

DAVID  M.  LEA  &  CO.,  Inc. 

RICHMOND,  VA. 


FOR  thirty-seven  years  we  have  been 
serving  Domestic,  Import  and  Export 
shippers,  meeting  every  requirement 
that  would  be  expected  of  a  house  of  our  size, 
yet    giving    that    sincere    personal    service 
which  demonstrates  our  interest  in  the  up- 
building of  trade. 

The  large  volume  of  tonnage  controlled  by 
us  assures  shippers  of  the  lowest  ocean  and 
marine  insurance  rates. 

Consolidated  cars  despatched  East  and 
West. 


D.  C.  ANDREWS  &  CO.,  Inc. 


E.tabliihed  1884 
14  East  Jackson  Boulevard 

CHICAGO 
A.  C.  SHERRARD,  Chicago  Manager 

Agents  Throughout  the  World.  Telephone:  Harrison  1048-104* 


New  York 
Boston 
Philadelphia 
Baltimore 


New  Orleans 
San  Francisco 
Seattle 
Buenos  Aires 


PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  Monthly  Service         A-l  Steamers 

MOBILE  to  ANTWERP 
HAVRE  and  BORDEAUX 
and  U.  S.  PACIFIC  COAST 


St.  Louis  Office: 
1527  Pierce  Building 

IRVING  H.  HELLER,  Manager 


Birmingham  Office: 
324  Chamber  of  Commerce  Bldg. 

GEORGE  C.  MCLAUGHLIN,  Manager 
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WOOL,  BOSTON  TO  PHILA. 

Tht  Traffic  World  Washington  Bureau 

The  Shipping  Board,  in  a  report  and  order  on  Investigation 
and  Suspension  Docket  No.  1,  wool  rates  from  Boston  to  Phila- 
delphia has  held  that  the  proposed  advances  on  wool  and  re- 
lated articles  from  Boston  to  Philadelphia  have  not  been  justi 
fled  and  require  the  Merchants  &  Miners  Transportation  Com- 
pany, which  proposed  the  increase,  to  cancel  the  tariff  under 
consideration  on  or  before  March  1. 

The  Board  suspended  the  tariff  In  question  on  October  it 
and  entered  on  a  proceeding  concerning  the  propriety  and  law- 
fulness of  the  increase  and  rates.  The  entire  proceeding  was 
modeled  on  the  plan  that  Is  followed  by  the  Interstate  Com- 
merce Commission  in  dealing  with  proposed  increases  in  rates, 
even  down  to  the  nomenclature.  It  was  handled  for  the  Board 
by  H.  E.  Manghum,  who  is  familiar  with  Commission  practice. 

This  form  of  procedure  has  been  adopted  by  the  Board  not- 
withstanding the  fact  that  the  suspension  of  a  new  tariff  or 
supplement  is  made  by  the  carrier  itself.  It  acts,  however, 
upon  an  order  to  that  effect  from  the  Shipping  Board. 

According  to  a  table  carried  in  the  report,  the  M.  &  M.  T. 
Company  proposed  increases  ranging  from  8.8  to  81.3  per  cent 
over  the  existing  rates;  and  from  55.7  to  153.4  per  cent  over 
the  rates  in  effect  prior  to  the  Board's  decision  in  Ex  Parte  No. 
2,  which  is  akin  to  the  Interstate  Commerce  Commission's  de- 
cision in  Ex  Parte  No.  74. 

The  proposal  was  to  increase  the  rate  on  wool  in  carload 
lots  from  55.5  to  66.5  cents,  and  the  L.  C.  L.  rate  from  74  to 
92.5  cents.  The  increases  covered  the  entire  wool  list,  covering 
wool  noils,  tops,  waste  and  mohair  noils,  tops  and  waste,  the 
largest  increase  being  on  scoured  mohair  in  carload  quantities 
from  51  to  92.5  cents.  Except  mohair  in  the  grease,  both  car- 
loads and  less  carloads,  the  rates  on  all  kinds  of  mohair  were 
proposed  to  be  raised  to  92.5  cents  per  hundred  pounds. 

In  the  report  on  the  case,  the  Board  said  the  carriers  sought 
to  justify  the  proposed  advances  on  the  grounds  that  it  was 
sustaining  a  deficit  on  its  operations  as  a  whole;  that  the  reve- 
nue derived  from  the  transportation  of  wool  and  mohair  from 
Boston  to  Philadelphia  under  existing  rates  was  not  sufficiently 
remunerative  and  that  the  present  rates  were  below  the  level 
of  the  rail  rates  applicable  from  and  to  the  same  points. 

Answering  that,  the  Board  said  that  while  the  evidence 
submitted  by  the  M.  &  M.  T.  Co.  tended  to  show  that  its  common 
carrier  operations  were  unprofitable,  that  fact  was  not  a  con- 
trolling determinant  of  the  reasonableness  of  the  rates  in  ques- 
tion. 

"Indeed,  rates  on  particular  commodities  may  be  unreason- 
ably high  and  yet  the  carrier  fail  to  realize  a  fair  return  from 
its  entire  operations,"  says  the  report  of  the  Board.  "The  car- 
rier contended  that  the  water  rates  should  be  on  a  level  with 
the  rail  rates  and  offered  evidence  on  this  point.  In  this  con- 
nection we  believe  it  sufficient  to  state  that  there  is  such  a 
manifest  difference  between  transportation  via  rail  and  via 
water;  that  rail  rates  cannot  be  regarded  as  a  proper  criterion 
or  measure  of  water  rates.  However,  the  evidence  adduced  on 
these  points  has  been  accorded  every  consideration  to  which  it 
is  entitled  to  in  a  proceeding  of  this  nature." 

The    evidence    submitted     by     the   transportation    company 
made   comparison    between    the    loading   qualities   of  different 
kinds  of  freight,  but  the  Board  called  attention  to  the  fact  that 
the  comparisons  were  not  of  much  illuminative  force,  because  of 
the  great  difference  between  the  value  of  a  cubic  foot  of  shoes, 
cloth,  and  a  cubic  foot  of  wool,  either  scoured  or  in  the  grease. 
The  Board   said   that  the  large   and   regular  movement   of 
wool  from  Boston  to  Philadelphia  was  an  important  considera- 
tion in  a  test  of  the  reasonableness  of  the  proposed  rates.     It 
said   that  the  record   indicated   that  the  volume   of  shoes   and 
cotton    piece    goods    carried    by    the    M.    &    M.   T.   Co.   from 
Boston  to  Philadelphia  was  not  at  all  comparable  with  that  of 
the  commodities  upon  which  the  advances  were  proposed.     The 
steamship  company  offered  testimony  to  the  effect  that  if  the 
contemplated  advances  were  not  applied,  the  offerings  of  wool 
and  mohair  would  be  increased,  as  a  result  of  which  it  might 
!  necessary  during  more  normal  times  than   now  prevail    to 
place  an  embargo  on  general  merchandise  to  meet  the  situation 
t  was  added,  however,  that  at  the  present  time  practically  all 
'.  vessels  were  leaving  Boston  for  Philadelphia  with 
ight  cargoes  and  that  shipments  of  any   character  were 
desirable. 


EMBARGO  ZONES 


Effective   March   1,   1921,  the   district  embargo   zones    with 
idquarters  at  Atlanta,  Boston  and  Philadelphia,  will  be  con- 
lated  Into  one  zone,  with  headquarters  at  Washington   D   C 
the  supervision   of  the  Car   Service   Division   as   district 
live,"   the   car   service   division   of   the   A.   R.   A    an- 
louncpB  in  Supplement  No.  3  to  Circular  CSD-87 
bargo         f-  *'"'    <hereafter   c™8«tute   the   district   em- 


1      Washington,    D.    C.— Car  Service    Division,    718   18th    St.,    N.   W. 
2.'    Montreal,    Que.— C.    P.    Riddel!,    District    Embargo    Chairman,    263 

3.  Chicago*"!?!3— J.'  J.   Pelley,  Chairman,   Car  Service  Committee,   431 

4.  Winnipeg!  Man.— E.   J.  Stone,   District  Embargo  Chairman,  Union 

5.  Ft.    Worth.    Texas— R.    L..    May,    District   Embargo    Chairman,    11 

Touraine   Building. 

"The  list  of  roads  shown  in  Appendix  A-l  to  Supplement 
No.  2  as  being  assigned  to  district  embargo  headquarters  at  - 
Atlanta,  Boston  and  Philadelphia,  is  superseded  by  lists  shown 
in  Appendices  A-2  and  A-3,  attached.  To  minimize  the  expense 
incident  to  the  present  method  of  handling  embargoes,  some  of 
the  smaller  roads  which  heretofore  received  embargo  notices 
from  district  embargo  headquarters  at  the  points  mentioned 
have  been  assigned  to  a  designated  trunk  line  connection  for 
the  purpose  of  receiving  embargo  information  issued  by  other 
roads. 

"There  will  be  no  change  in  the  present  method  of  placing 
embargoes  by  the  roads  affected.  Where  a  road  is  shown  as 
being  assigned  to  a  trunk  line  connection  that  road  will  receive 
all  notices  of  placement  of  embargoes,  modifications,  extensions 
or  cancellations  direct  from  the  designated  trunk  line  connec- 
tion which  will  promptly  transmit  such  embargo  information  in 
the  manner  provided  for  in  Circular  CSD-87  and  Supplement 
No.  2  thereto,  due  regard  being  given  to  the  utilization  of  rail- 
road wires  where  facilities  are  available." 


HANDLING  OF  PRIVATE  CARS 

In  supplement  No.  1  to  Circular  CSD-96,  to  railroads,  the  car 
service  division  of  the  A.  R.  A.  says: 

Page  2,  Circular  CSD-96,  Novmber  27,  1920,  requires  as  to  ; 
handling  of  private  cars: 

"  'In  the  handling  of  private  cars  all  roads  should  observe 
strictly  the  rule  embodied  in  the  conclusion  of  the  Interstate 
Commerce  Commission  in  the  Private  Car  Investigation  an- 
nounced July  31,  1918,  as  follows: 

'That  carriers   should   publish   in   their  tariffs  a   rule    that  private   I 
cars  when   unloaded   at   destination,    unless   otherwise    ordered   by   the 
owner  or  lessee,    must  be   promptly   transported,    loaded  or   empty,    in 
the  direction  of  the  plant  of  the  owner  or  lessee.' 

"It  should  be  understood  that  the  reference  herein  as  to  , 
handling  of  private  cars  should  be  made  applicable  to  all  pri- 
vate cars  except  tank  cars,  which  equipment  should  be  handled 
strictly  in  accordance  with  Rule  13  of  the  Code  of  Car  Service 
Rules;  agents  at  unloading  points  to  make  every  effort  to  secure 
proper  orders  for  the  disposition  of  the  empty  tank  by  the 
owner  or  lessee." 


CAR  SERVICE  RULES 

In  Circular  CSD-101,  canceling  CSD-98,  the  car  service  divi-  ; 
sion  of  the  American  Railway  Association,  under  date  of  Feb- 
ruary 18,  gave  out  the  interpretations  of  the  car  service  rules 
made  by  the  General  Committee,  Division  II,  Transportation,  of 
the  American   Railway  Association,   as   follows: 

INTERPRETATION  NO.  1. 

Under  Rule  3  (d)   a  road  is  obligated  to  accept  empty  cars  even  J 
though  in  excess  of  current  interchange  balances. 

INTERPRETATION  NO.  2. 

Under  Rule  3  (e>  in  computing  cars  to  determine  the  interchange 
balances,  all  railroad  owned  cars  interchanged  during  the  preceding 
two  calendar  months,  plus  the  expired  portion  of  the  current  month, 
shall  be  counted. 

INTERPRETATION  NO.  3. 

Under  Rule  3  (e)  a  closed  car  will  be  considered  as  any  car  having 
a  roof;  this  will  also  include  a  tank  car. 

INTERPRETATION  NO.  4. 

Under  Rule  3  (e),  unless  otherwise  directed  in  the  order,  empty 
cars  moving  on  Interstate  Commerce  Commission  service  orders  or 
relocation  of  the  Car  Service  Division. 

(a)  Will  be  credited  to  the  delivering  line  as  applying  in  liquida- 
tion  of   any   debit   under    equalization    due    the    connection   to   which 
the  cars  are  delivered. 

(b)  Will   not   be   counted   as  establishing  a   subsequent   obligation 
on    the   part    of   the    receiving    line    to   deliver,    or   on    the   part   of   the 
delivering    line    to    accept,    an    equivalent    number    of    empty    cars    in 
return,   in  rase  such  deliveries  of  empty   ears  on  orders  are  in  excess 
of  equalization. 

INTERPRETATION  NO.  5. 

Under  Rule  3,  paragraphs  (d)  and  (e)  and  the  note  to  Rule  3  (e)  i 
any  traffic  route  will  be  considered  "a  direct  route." 


MO.   PAC.   EQUIPMENT 

The  Commission,  in  Finance  Docket  No.  1203,  has  author- 
ized the  Missouri  Pacific  to  assume  an  obligation  of  $1,836,000 
of  equipment  trust  certificates,  at  6.5  per  cent,  to  be  used  in| 
paying  for  fifty  locomotives,  estimated  to  cost  $3,076,875.  The!' 
Commission  has  authorized  a  loan  of  $1,200,000.  The  rest  of; 
the  money  is  to  be  provided  by  means  of  equipment  trust  cer- 
tificates indorsed  by  the  Missouri  Pacific  under  the  terms  ofj 
this  authorization.  Twenty-five  freight  locomotives,  each  esti-) 
mated  to  cost  $70,975;  fifteen  switching  locomotives,  each  to  cosW 
;  five  passenger  engines  of  the  mountain  type,  each  to 
cost  $75,500,  and  five  passenger  engines,  each  to  cost  $61,250,  are, 
to  be  acquired  under  the  arrangement. 
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Havana  Line 

MERCHANTS  AND  MINERS 
TRANSPORTATION  COMPANY 

(Established  1854) 

Norfolk — Newport  News — Havana 

A-l  Steel  S.  S.  "LAKE  FABYAN"  Ready  February  28 
A  Steamer March  15 

Charters  arranged  for  full  cargoes  to  any  port 

Shippers  will  avoid  many  difficulties  and  attend- 
ant losses  by  forwarding  their  business  via  this 
regular  established  line,  operating  fast  steel 
steamers. 

Through  export  bills  of  lading  issued  from  all 
interior  points. 

Cheaper  Rates  from  Interior  Points  ria 
Norfolk  and  Newport  News 

Rates  and  Space  apply  to 

C.  S.  Buford,  Commercial  Agent 
W.  W.  Tull,  General  Agent 
C.  H.  Maynard,  General  Agent 
M.  V.  Molanphy,  General  Agent 
C.  M.  Haile,  General  Agent 
A.  E.  Porter,  General  Agent 
A.  L.  Bongartz,  General  Agent 
L.  T.  Fowler,  Commercial  Agent 
W.  H.  Miller,  General  Agent 
R.  M.  Griffin,  Local  Agent 
J.  R.  Bell,  Freight  Representative 

A.  W.  GRAVES,  Manager,  Baltimore,  Md. 


For 

Atlanta,  Ga. 
Baltimore,  Md. 
Boston,  Mass. 
Havana,  Cuba 
Jacksonville,  Fla 
Norfolk,  Va. 
Philadelphia,  Pa 
Pittsburgh,  Pa. 
Providence,  R.  I 
Savannah,  Ga. 
St.  Louis,  Mo. 


Pacific — Caribbean — 
Gulf  Line 

(Swayne  and  Hoyt,  Inc.,  Owner*) 

Steel  Steamers 
DIRECT    SERVICE 

BETWEEN 

New  Orleans,  San  Francisco, 

Los  Angeles  Harbor,  Portland, 

Tacoma  and  Seattle 

Via  Panama  Canal 

New  Orleans— Puerto  Colombia  and  Cartagena,  Col.,  S.  A. 

ALSO 

Canal  Zone  and  Panama,  West  Coast  Ports  of  Central 
America  and  Mexico,  and  Transhipment  Service  via  Cris- 
tobal, C.  Z.,  to  West  Coast  Ports  of  South  America  as 
Cargo  Offers. 

S.S.  EASTERN  SWORD— From  Pensacola  About  March  1st 
S.S.  IRIS,  sailing  about  middle  of  March 
S.S.  ALVARADO,  sailing  about  middle  of  April 
S.S.  ELDORADO,  sailing  late  in  April 

Rat«s  quoted,  booking!  and  other  information  furnubed  upon  application 

THE  J.  H.  W.  STEELE  COMPANY,  Agents 

630  Common  St,  New  Orleans,  La. 

OFFICES  ALSO  AT 

220—21M  Street  50  Broad  Street      485  California  Street 

Girreiton,  Texas      Tezat  City      New  York  City        San  Francisco,  Calif. 


CUNARD 

ANCHOR    .. 

ANCHOR-DONALDSON 


Regular  Services 


NEW  YORK 
BALTIMORE 
MONTREAL 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 

ANTWERP 

HAMBURG 

MEDITERRANEAN 


•nd 


BOSTON 
PHILADELPHIA 
PORTLAND,  ME. 

LIVERPOOL 

SOUTHAMPTON 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 

LEVANT 


General  Offioa* :  21-24  State  St,  N.  Y.  City 

Chicago  Office: 
Cunard  Bldg.,  1 4O  N.  Dearborn  Street 


Atlanta.   M   N.   Fenythe 
St. 

Baltimore.    107   E.   Balti- 
more St. 

Borton.   121  State  St. 

Cleveland,     Hotel     Cine- 
land    Bldg. 

Detroit.    34    WaihlnttM 
Blvd. 

Minneapolis     Third     St. 
and   Second   Ave,,   Se. 

Montreal,  20  Hoioltll  »L 

New   Orleani,    208   8t 
Charlee  St. 


Philadelphia,  IM*  Wai- 
Pmabwgh.  712  »«lthl.l« 

StStLoul«,  MM  Olhre  St 
San  FrandMO.  Ml  liar- 
Seattle.  '621  Seoond  Aw 
Vancouver.  622  Hattlaef 

St    W 
Washington.    0.    C..    117 

14th  St.    N.  W. 
Winnipeg,  270  Main  St 
Or  Leeal  Apeati 


WARD  LINE 


Regular  Services  and  Frequent  Sailings 

Belgium,  France,  Germany,  Holland, 
Portugal,  Spain,  Canary  Islands,  Argen- 
tine, Brazil,  Bahamas  (Nassau),  Cuba, 
Mexico,  River  Plate, 
Uruguay,  West  Ind  e 


Sailing  list  and  information 
on  application. 

All  Standard  Code*. 


GENERAL  AGENCIES 

M.  L.  Schulu,  1 501  Minu.it.  Bid;.,  Chic.jo, IU 

Dudley  Thom«i,  1012  Whitney  Bldj.. 

New  Orleans.  La. 


new  viiv«n»,  i*«. 

Wm.  Hiry  S  nith,  24  Oficiei  St..  Hi'ana.  CuSa 
I.  H.  W.  Steel  Co,  Galreiten,  Taiaa 

New  York  and 
Cuba  Mail  S.  S.  Co. 

GENERAL  OFFICES 
Foot  of  Wall  St.,  New  York,  N.Y. 
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HEAVY  FILING  OF  TARIFFS 

The  Traffic  World  Washington  Bureau 

,>,.,{  t       nnwer  eiven  to  it  in  the  transportation  act,  —  —     __    _ 

Pessary  fo?  the  carriers  to  cancel  all  the  schedules      and  necesSity  under  the  transportation  act  authorizing  it: 
11  w|"  ue  '    J  ._,!„..  +ho  daofatnnn   over- 


Compared  with  the  week  preceding,  this  was  an  increase  of  171 
car™  or  5  per  cent.  Shipments  during  the  corresponding  weeks 
in  1919  and  1920  were  2,450  and  3,059  cars,  respectively." 

N.  Y.  C.  CLEVELAND  TERMINAL 

The  Traffic   World   Washington  Bureau 

Approval  of  the  acquisition  of  the  capital  stock  of  the  Cleve- 
land Union  Terminals  Company  by  the  New  York  Central  and 
system  lines  and  of  agreements  providing  for  joint  use  of  t 
terminal  to  be  constructed  is  asked  in  a  petition  filed  with  the 
Commission  by  the  New  York  Central. 

The  company  asks  for  a  certificate  of  public  convenience 


and  supplemenu  put  into  operation  under  the  decisions  over- 
turning  state-made  rates.  _ 

MINOR  COMMISSION  ORDERS 

9986,  National  Live  Stock  Shippers'  Protective  League  et  al. 
vs.  Louisville  &  Nashville  et  al.-Dismissed  account  lack  of 
prosecution  gchwartz  ^  &  ^  ^  yg  Missouri,  Kansas 

£  Texas  et  al.-Complaint  satisfied  and  proceeding  dismissed 

11641  Eagle  Cotton  Oil  Co.  vs.  Morgan's  Louisiana  &  Texas 
R  R  &  S  S  Co  et  al—  Dismissed  at  complainant's  request. 

11832?'  Thomas  W.  Simmons  &  Co.  vs.  Director-General.— 
Complaint  satisfied  and  proceeding  dismissed. 

11884  Traffic  Bureau  of  Chamber  of  Commerce,  Phoenix, 
Ariz.,  vs.  Pullman  Co.  et  al—  Complaint  satisfied  and  proceeding 


o!  Slogo  Coal  Co.  vs.  Missouri  Pacific  et  al.—  Complaint 
satisfied  and  proceeding  dismissed. 

11927,  E.  P.  Ladd  vs.  Gould  Southwestern  et  al.—  Dismissed 
at  complainant's  request. 

11957,  North  Pacific  Millers'  Assn.  vs.  Northern  Pacific.— 
Dismissed  at  complainant's  request. 

12009  Natchez  Chamber  of  Commerce  vs.  Natchez  &  boutn- 
ern  et  al.—  Alexandria  Chamber  of  Commerce  permitted  to  in- 

12015,  Dupont  Engineering  Co.  vs.  Director-General.—  Dis- 
missed at  complainant's  request 

12037,  The  Borough  of  South  Greensburg  vs.  American  Rail- 
way Express.—  Dismissed  at  complainant's  request. 

12108  Wisconsin  Traffic  Association  vs.  Chicago  &  North- 
western et  al.—  The  North  West  Paper  Co.,  The  Champion  Coated 
Paper  Co.,  The  Beckett  Paper  Co.,  J.  W.  Butler  Paper  Co.,  The  G.  H. 
Mead  Co..  Lake  Superior  Paper  Co.,  Ltd.,  The  Spanish  River 
Pulp  &  Paper  Mills,  Ltd.,  and  The  Mead  Pulp  &  Paper  Co.,  per- 
mitted to  intervene. 

11950,  Minnesota  &  Ontario  Paper  Co.  et  al.  vs.  Northern 
Pacific  et  al.—  World  Publishing  Company  permitted  to  inter- 
vene. 

12081,  Fairmont  &  Cleveland  Coal  Co.  vs.  B.  &  O.—  Illinois 
Coal  Traffic  Bureau  permitted  to  intervene. 

12082,  Fairmont  &  Cleveland  Coal  Co.  vs.  Monongahela  — 
Illinois  Coal  Traffic  Bureau  permitted  to  intervene. 

12083,  the  New  River  Co.  et  al.  vs.  Virginian  —  Illinois  Coal 
Traffic  Bureau  permitted  to  intervene. 

12084,  the  New  River  Co.  et  al.  vs.  C.  &  O.—  Illinois  Coal 
Traffic  Bureau  permitted  to  intervene. 

12106,  West  Kentucky  Coal  Bureau  vs.  Illinois  Central  et 
al.  —  Coal  Operators'  Association  permitted  to  intervene. 


m     To  1oin  with  the  Cleveland,   Cincinnati,   Chicago  &  St.  Louis 
Ry   Co   and  the  NVw  York,  Chicago  &  St.  Louis  R.  R.  Co.  in  an  agre 
rnp'nt   with  Oris   P    Van   Sweringen   substantially   m   the   form   hereto 
Attached  as  Exhibit  "A,"   for  the  acquisition  by  your  petitioner  and 
the  other  ?anroad   companies  mentioned,   of  the   entire   capital   stock 
of   the   Cleveland   Union   Terminals   Co.    for   the   consideration   of  ten 
?housand   ($10000)   dol°aVs;   the  stock  to  be  transferred  and  the  pay 
ments    to    be    made    respectively    in    the    proportions    stated    in   s 
agreement;  Cleveland.  Cincinnati    Chicago  &  St.  Louis 

R  R  Co  and  the  New  York.  Chicago  &  St.  Louis  R.  R.  Co.  i 
agreement  with  the  Cleveland  Union  Terminals  Co..  substantially  in 
the  ?o?S i  hereto  attached  as  Exhibit  "B,"  for  the  use  by  your  peti- 
:  oner  and  said  railroad  companies  in  common  with  such  other  rail- 
road companies  as  may  be  granted  rights  therein  pursuant  to  said 
agreement  of  the  passenger  Station  and  approaches  to  be  constructed 
bfthTaeVeland  Union  Terminals  Co  in  the  city  of Cleveland  O^ 

I'll  To  enter  in  an  agreement  with  the  New  lorK,  cnicago  &  &t. 
Louis  R  R  Co  for  the  ufe  of  two  of  the  tracks  of  said  company  now 
of  hereafter  constructed  between  a  connection  of  said  tracks  with  tt 

i'^HeM^^ 

limit(S4)°f  MST?n&  ISrSSfSSmlS1  wfth  the  Cleveland,  Cincinnati. 
Chicago  &  It.  Louis  Ry.  Co.  for  trackage  rights  over  the  railroad 
of  said  company  between  a  connection  of  said  railroad  with  the  rail 
road  of  you?  petitioner  at  or  near  Berea,  in  the  county  of  Cuyahoga, 
O.,  and  the  westerly  limits  of  the  proposed  passenger  terminal. 


COAL  PRODUCTION  REPORT 

The  Traffic   World   Washington  Bureau 

Production  of  soft  coal  fell  below  the  800,000  mark  the  week 
ending  February  12,  the  estimated  tonnage  being  7,861,000  tons, 
according  to  the  weekly  report  of  the  Geological  Survey,  Depart- 
ment of  the  Interior,  under  date  of  February  19.  This  was  far 
below  the  output  in  the  corresponding  weeks  of  1917,  1918  and 
1920. 

The  following  statement,  furnished  by  the  American  Railway 
Association,  shows  the  number  of  cars  loaded  daily: 

February  1,  28,499;  February  8,  25,340;  February  9,  25,704; 
February  10,  25,278;  February  11,  23,739;  February  12,  15,466. 
Preliminary  reports  indicate  that  loadings  on  Monday  and 
Tuesday  of  the  week  (February  14-19)  will  total  51,620  cars,  as 
against  53,839  for  the  first  two  days  of  last  week.  This  suggests 
a  further  decline  of  perhaps  4  per  cent. 

"The  car  supply  was  ample    in    all  districts,"  the  Survey 
stated.    "The  average  loss  of  time  attributed  to  transportation 
disability  fell  to  2  per  cent,  and  it  is  clear  that  even  had  cars 
been  available  at  the  time  demanded,  and  the  showing  of  trans- 
portation loss  therefore  been  eliminated,  the  additional  tonnage 
could  hardly  have  been  disposed  of.    Transportation  has  ceased 
for  the  time  being  to  In  any  sense  curtail  the  output  of  coal. 
"The  all-rail  movement  to  New  England  increased  slightly 
during  the  week  ended  February  12.    Reports  furnished  to  the 
Geological  Survey  by  the  American  Railway  Association  show 
that  3,390  cars  were  forwarded  through  the  five  rail  gateways, 
Harlem  River,  Maybrook,  Albany,  Rotterdam  and  Mechanicsville. 


The  New  York  Central  says  "it  will  be  in  the  public  interest 
and   the   present   or   future    public    convenience   and   necess 
require   that   your   petitioner   add   to   and    enlarge   its   termina 
facilities  and  improve  its  freight  and  passenger  service  in  tht 
city  of  Cleveland  by  entering  into  the  agreements  mentic 

The  Cleveland  Union  Terminals  Company  has  an  ordinanci 
contract  with  the  city  of  Cleveland  authorizing  it  to  constr 
a  freight  and  passenger  terminal  and  plans  have  been  prepai 
for  a  passenger  station,  at  or  near  the  southwest  corner  of  thi 
Public  Square  in  Cleveland.     The  cost  of  the  land  and  constr 
tion  work  is  estimated  at  $60,000,000.     It  is  proposed  to  finan 
the  project  by  the  issuance  of  the  terminals  company  bond 

SOUTHEASTERN  EXPRESS  COMPANY 

In  a  statement,  February  18,  Fairfax  Harrison,  president  o 
the  Southern  Railway,  said: 

"The  books  for  subscription  to  the  million  dollars  of  < 
stock  offered  to  the  people  of  the  South  by  the  Southeastern 
press  Company    were  opened  yesterday  morning  and  were  clo 
at  night.    The  stock  was  allotted  proportionately  to  all  the  f 
teen  states  served  by  the  lines  of  the  Southern  Railway  S 
and  the  Mobile  &  Ohio  Railroad.    The  reports  received  this  mo 
ing  show  over-subscription  in  every  state. 

"The  stock  list  will  be  made  up  of  the  names  of  at 
twenty-five  hundred  widely  distributed  Southern  business 
holding  on  the  average  about  four  shares  apiece.    No  single 
scription  in  excess  of  one  hundred  shares  was  received  and 
officer  or  employe  of  the  railroad  was  permitted  to  participat 
although  many  of  them,  especially  the  employes,  offered  to  si 
scribe. 

"This  result  of  a  test  of  practical  business  democracy  a 
individualism  in  the  South  at  a  time  of  business  depression  i 
of  course,  gratifying  to  us,  but  has  perhaps  a  larger  significanci 
Certainly  it  fully  justifies  our  confidence  that  the  people 
South  desire  competition  in  express  service  and  are  willing 
back  their  desire  with  their  money  and  their  support  in  o 
respects. 

"The  Southeastern  Express  Company  will  now  proceed  i 
the  able  management  of  its  president,  John  B.  Hockaday,  to  pu 
chase  its  necessary   equipment  and   will   begin   service   at 
earliest   practicable  moment,   of   which   announcement   will 
made." 

ELECTRIC    RAILWAY   ACCOUNTING 

The  Commission,  February  18,  put  out  an  order  relating  * 
the  uniform  system  of  accounts  to  be  kept  by  electric  railw 
the  same  as  an  order  relating  to  the  accounts  of  steam  roa 
and  carriers  by  water.     The  order  authorizes  them  to   c 
to  operating  expenses,  instead  of  trying  to  allocate  expenditun 
not    exceeding    $100,    for    additions    and    betterments    to    J 
claxB  of  equipment,  or  any  class  of  fixed  improvements  (exce 
additional  or  extensions   of   tracks).     The   order,  however, 
not  to  be  construed  as  authorizing  the   parceling  of  expen< 
tures  to  bring  them  within  the  $100  limit. 
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Ship  Through  the 


Port  of  Los  Angeles 

34  Steamship  Services  Reaching  Over  100  World  Ports 


LIST  OF  DIRECT  PORT  CONNECTIONS: 


ArajuIIa.    Salvador 
Acapulco,    Mexico 
Alexandria,    Egypt 
Amapala.    Honduras 
Antofarasta,   Chile 
Antwerp,  Belgium 
Aricn.    Chile 
Avonmouth.    England 
Auckland,  New  Zealand 
Bahia    Blanca,   Argentina 
Balboa,   Canal   Zone 
Baltimore,   Md. 
Baltic  Port* 
Barcelona,  Spain 
Boston,   Mass. 
Bombay,  India 
Buenaventura,   Colombia 
Buenos  Ayres,  Argentina 
Calais,    France 
Calcutta,  India 
Callao,  Peru 
Cartagena,  Colombia 
Cape   Town,    South   Africa 
Cardenas,   Cuba 
Cape   San    Lucas,   Mexico 
Champerico,    Guatemala 
Charleston,  S.   C. 


rhristiania,    Norway 
Christobal,  Canal  Zone 
Cienfuecos.  Cuba 
Colombo,  Ceylon 
Corinto,    Nicaragua 
Cuban    Ports 
Dairen,  Manchuria 
Ensenada.  Mexico 
Eten,   Peru 
Finnish  Ports 
Galveston,    Texas 
Genoa,  Italy 
Glasgow,  Scotland 
Gothenburg,    Sweden 
Guayaquil,  Ecuador 
Guaymas.   Mexico 
Hamburg,    Germany 
Harve,  Franc* 
Havana,  Cuba 
Hongkong 
Honolulu 
Hull,   England 
Iquique,   Chile 
Jacksonville,    Florida 
Kobe,  Japan 
La    Libertad.   Salvador 
La  Paz,  Mexico 


La  Union.  Salvador 
Liverpool 
London 

Malmo,   Sweden 
Marseilles,  France 
Mauritius 

Melbourne,   Australia 
Manila,  P.  I. 
Manzanillo,   Mexico 
Mazatlan,   Mexico 
Moji,   Japan 
Mollendo,  Pent 
Montevideo,  Uruguay 
Nagasaki,  Japan 
New  Orleans 
Neu vitas.   Cuba 
New  York 
Norfolk.   Virginia 
Paita.  Pern 
Philadelphia 
Pisco,  Peru 
Portland.   Oregon 
Port  Said 
Puerto    Colombia 
Puntarenas,  Costa  Rica 
Rio   de   Janeiro,    Brazil 
Rosario,  Argentina 


Writ*  for  Illustrated  Book  and  Fort  Map* 


Rotterdam 

St.    I.ucia 

Salaverry.    Pem 

Salina   Crnz,  Mexico 

San    Diego 

San  Bias.  Mexico 

San   Francisco 

San  Jose  de  Guatemala 

San  Juan  Del  Snr,  Nicaragua 

Santiago,    Cuba 

Santos.    Brazil 

Savannah.    Georgia 

Seattle 

Shanghai,  China 

Siagon,    Indo-China 

Singapore 

Stockholm,    Sweden 

Sydney.  Australia 

Tacoma 

Talara,    Pern 

Topolobampo,  Mexico 

Tientsin.  China 

Valparaiso,    Chile 

Victoria.    B.   C. 

Wellington,  New  Zealand 

West  Indian  Ports 

Yokaichi,   Japan 

Yokohama,  Japan 


Board  of  Harbor  Commissioners 

SUITE  33,  CITY  HALL,  LOS  ANGELES,  U.  S.  A. 


R.  B.  YOU  NO,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 

312-314-316  WILLIAMSON  STREET          P.  0.  Box  985 

General      Storage — Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Brokers— Track     Connections    with    all     Railroads    and    Steamship 
Docks— Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phone  No.  4883  SAVANNAH,  GA. 


CARLSON'S  INDUSTRIAL 

Traffic  Managers'  College 

Top  Floor  Tribune  Bldg.,  New  York.  N.  Y. 

Practical  Instructions  given  by  Expert  Traffic  Managers.  No 
Theory,  actual  use  of  tariffs  aa  applied  to  Domestic,  Import  and 
Export  Shipping.  TEXT  MATTER  includes  Important  changes  In 
Rules  and  Regulations,  up  to  date,  in  loose-leaf  form. 

Night  Classes.  Personal  Instructions  by  Mall. 

Prospectus    Free.  Correspondence    Solicited. 


CINCINNATI,  OHIO 

J.  C.   BUCKLES    TRANSFER   COMPANY 

67  Plum  Street 

FREIGHT  FORWARDING  AND  TRANSFER  AGENTS 

Distributors  and  Forwarders  of  Pool  Cars  a  Specialty 
Both  T  earn  and  Motor  Truck  Service.    Also  Export  Freight  Contractors 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 

PORTLAND.      OREGON 

OREGON  TRANSFER  COMPANY 

Established  In  1868 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

No  (witching  charge  on  carload  shipments. 


SEATTLE  TRANSFER  CO. 


123  Jackson  St. 


Seattle,  Wash. 


Quick  Distribution  of  all  Pool  Cars 
100,000  sq.  ft.  of  warehouse  space 
Warehouse-men  and  forwarders. 


ROCHESTER,  NEW  YORK 

General  Storage       Forwarding      Carload  Distribution 

Excellent  facilities  for  reshlpplng  without  cartage.  Insurant*  rate 
12  cents.  Members  of  American  Warehousemen's  Association  &nti 
American  Chain  of  Warehouses. 


B.    R. 


Write  (or  particulars. 
A    P.    WAREHOUSE.    Inc.  KINO    AND     MAPI  •     «T» 


F"l     PAQO 

C.  L_  I     MOW, 


GENERAL  STORAGE  DISTRIBUTION 
BONDED5SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.  Ft  Floor  Space  —  Fireproof  —  Bonded  —  $200,000  (Upitsl 
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AN  ENLIGHTENED  PUBLIC  OPINION 

e  ' 


passing  of  the  Republic  they  announced,  but  the  foundation  o 

ImP  HistorjMs8  filled  with  accounts  of  the  monstrous  crueltie; 
and  splendid  barbarities  of  his  successors,  by  Augustus,  Tiberius 
Caligula    Claudius,    Ner,o    and   other    tyrants.     So   gre 
power  became  that  the  Emperor  was  by  senatorial  enactmen 
made  a  divinity,  a  god,  Jupiter's  peer,  Imperator,  Chief  of 
Army,  Pontifex  Maximus,  master  of  the  world,  with  th 

a6  realm  "hat  stretched  from  the  Rhine  to  the  Euphrates   fi 

We  are  now  passing  through  one  of  the  most  critical  periods      Brjtain  to  the  Indus.     Former  allies  were  turned  into  sublet 
**  ™"°™     PmWpms  which  mean  much  to  the  future  of     and  vagsais  into  slaves.    She  pillaged  on  every  hand.    She  gav 

none     the  world  its  most  profligate  era  of  prodigious  extravagance,  o 
licentious  orgies  and  bestial  depravity.     She  lived  from  the  t 


ureat  honor  to  be  invited  to  address  such  a  repre- 

.enutive  body  of  American  business  men.     Having  begun  my 

Career  in  the  railroad  service,  and  later  having  served  as  coun- 

ter £m.  of  the  important  lines  in  the  southwest    I  am  not 


which  you  are  engaged. 
We  are  now  passing 

of  world  history.    Problems  which  mean  much 
industry  and  the  welfare  of  our  country  await  solution 

nr  =.rp«t  imnortance  than  those  related  to  trans 


of  which  are  of  great  importance  than  those 

POI"t  It'Thould  be  a  matter  of  universal  satisfaction  that  the 
railroads  have  emerged  from  the  greatest  crisis  in  their  history 
manifestly  with  a  more  amiable  attitude  of  public  opinion.  The 
railroads  have  a  renewed  opportunity  for  public  service,  which, 
if  properly  developed,  should  lead  to  a  more  generous  consid< 
athm  at  the  hands  of  the  public  than  they  have  heretofore 


•^m 
^jr 


The  management  of  the  railroads  are  entitled  to  congratula- 
tions that  in  the  face  of  a  well  organized  clamor  they  have  beer 
able  to  secure  the  legislation  recently  enacted.  The  transition 
from  governmental  operation  to  private  management,  under  new 
legislation  has  no  doubt  added  new  problems  for  solution. 

Among  the  reforms  noted  in  the  public  press  is  the  estab- 
lishment of  joint  railroad  and  shippers'  committees  on  rate  mat- 
ters and  a  programme  of  creative  and  constructive  advertising 
to  secure  and  hold  the  good  will  of  the  public.  This  action 
should  commend  itself  to  industry  generally,  and  will  no  doubt 
bring  fruitful  results  to  all  who  co-operate  in  such  a  movement. 

Our  government  is  one  largely  nil'  a  by  public  opinion.,  and 
public  opinion  whether  Informed,  ill  informeS,  misinformed  or 
uninformed,  when  organized,  exerts  an  influence  upon  legisla- 
tion. It  is  on  this  "particular  point  that  I  wish  to  address  my 
remarks  this  evening. 

I  believe  that  industry,  in  general,  is  face  to  face  with  a 
peremptory  necessity  for  taking  a  deeper  interest  in  this  im- 
portant subject.  • 

T   believe  that   pearly   PYPrT"1'"?  that    <"dn«trv  has   t.n   com,- 

plain  of  in  the  political  or  legislative  tendencies  of  the  times 
IgJiftCeabie  tp  itn  own  neglect  [fo  inform  the  public  of  the  facts 
underlying  fta  vital  nrnhlpma  nfi'ii  to  answer  the  calumnies  S^ 
misrepresentations  of  Pi"  ^p""*c"C"°  and  the  agitator  seeking 

gflflnh 


I  believe  that  if  such  neglect  is  long  continued  it  may  bring 
our  country  to  a  point  of  grave  danger  —  danger  that  will  in- 
volve the  very  foundations  upon  which  our  greatness  has  been 
achieved. 

Industry  must  awaken  to  the  probable  effect  of  present  day 
tendencies  upon  business,  upon  property  rights,  and  upon  the 
course  of  industrial  development. 

We  can  see  on  many  sides  the  manifestations  of  developing 
currents  that  may  quickly  become  irresistible  forces,  forces  of 
adversity,  if  their  dangers  are  not  comprehended,  their  direc- 
tion guided,  and  their  sources  controlled. 

The  disposition  manifested  itself  to  .extend  the  power  of 
the  Federal  Government  into  a  control  of  basic  industries,  to 
regulate  the  details  of  the  management  of  private  business 
through  bureaus,  commissions,  license  systems,  or  other 
agencies,  will  dishearten  men  of  enterprise,  will  cripple  and 
discourage  initiative,  and  so  retard  industrial  progress  that  its 
effects  will  finally  encompass  the  whole  social  body. 

There  seems  to  be  a  well  defined  movement  among  certain 
elements  to  set  up  a  kind  of  state  socialism  for  the  ownership, 
control  or  regulation  of  public  and  private  industry  in  this 
country.  Some  of  the  groups  advocating  such  a  change  are  no 
doubt  sincere  and  honest,  but  it  may  be  safely  said  that  they 
are  frequently  ill  informed  or  misinforced  as  to  the  fundamental 
facts  and  may  be  lacking  in  sound  understanding  of  great 
economic  principles.  Others  of  a  more  radical  turn  of  mind, 
either  ignorant  or  ignoring  the  facts  of  history,  would  turn  us 
backward  in  the  evolution  of  the  science  of  government,  bring- 
ing upon  us  the  disasters  of  nations  which  centralized  auto- 
cratic and  despotic  power  in  the  hands  of  rulers,  or  aggrandized 
the  state  at  the  sacrifice  of  the  freedom  of  the  individual.  A 
brief  reference  to  history  will  serve  to  illustrate  this  point: 

The  ideals  of  nations  have  been  reflected  in  various  forms  of 

government  during  the  ages.     Ancient  Rome  was  most  happy 

and  powerful  during  the  days  of  the  Republic  when  her  citizens 

could   boast  of  freedom.     So  glorified  were  the  institutions   of 

individual    liberty    that    the   Republic    was    deified;    it   had    its 

temple,  its  priests  and  its  altars.    Through  cliques  and  intrigues, 

.1   reformers  and  legislative  enactments,  the  liberties  of 

itlzpna  were  gradually  encroached,  and  finally  when  the 

lan   Senate  turned   assasin   and   the   first   Caesar,  who  had 
ighout    refused    the    crown,    idolized    and    beloved    by    the 

>ple,  fell  a  martyr  to  Jealous  greed  for  power,  the  republic 
iVhen  the  murder  was  done  and  the  heralds  shouted 

ougn  the,  streets  the  death  of  Caesar,  it  was  not  only  the 


ute  exacted  from  subjugated  people.    She  fought,  but  ceased  t 
till-  she  consumed  but  ceased  to  produce,  and  finally  aft< 
of  butchery,  debauchery  and  slavery,  the  eyes  of -the  vandal  an 
the  Goth  peering  out  of  the  North  gleamed  upon  her,  subjugat 
and  enslaved  nations  outraged  by  ages  of  drunken  and  irrespoi 
sible  power  fell  upon  her,  not  one  by  one,  but  all  at  once,  an 
the    historian    tells    us    that    "presently    the    colossus    tottera 
startling  the  universe  with  the  uproar  of  her  agony,  calling  t 
gods  that  had  vacated  the  skies,  calling  to  Jupiter,  calling 
Isia,   calling  in  vain.     Where  the  thunderbolt  had   gleamec 
crucifix  now  stood.     On  the  shoulders  of  a  prelate  there  fell  th 
robes  of  purple  that  had  dazzled  the  world."     The  empire  ha 
fallen.     So  great  was  its  crash,  so  cataclysmic  were  its  resu 
so  horrifying  was  the  reaction  that  a  thousand  years  of  subs< 
quent  history  can  only  be  described  as  the  dark  ages.    Analy: 
this  history  for  its  cause  and  what  basic  fact  appears?     As  i: 
dividual  liberty  diminished,  despotism  grew,  and  when  freedoi 
was  ultimately  lost  Rome,  the  Mistress  of  the  World,  fell. 

For  centuries  mankind  groped  about,  until  civilization  one 
more  began  to  emerge  from  chaos. 

The  Orient  divided  its  people  into  castes  and  progre 
ceased;  they  cannot  advance  because  of  the  impassable  gul: 
between  the  classes. 

For    a    thousand   years    the    countries    outside    the    ( 
labored  to  reconstruct  the  civilization  of  the  ages,  and  to  r 
establish  the  institutions  of  liberty. 

As  the  Roman  Empire  taught  service  and  servility  to  t) 
Emperor,  and  the  Orient  taught  servility  to  casts,  there  aroi 
in  modern  Europe  a  power  which  taught  service  and  servility 
the  state.    The  state  was  aggrandized-  as  the  supreme  object 
human    service    and    devoltion.      Individual    freedom,    person 
liberty  and  all  toil  and  industry  were  subordinated  to  the  glo: 
of  the  state.     Individual  initiative  and  individual  prowess  we 
lightly  valued;    everything  was   fused  into  mass   service.     T! 
authority  of  the  state  was  supreme  and  "verboten"  became  tl 
most  familiar  word  of  the  language. 

Another  Caesar  arose  in  the  world,  whose  lust  for  wor 
dominion  was  hidden  under  the  glorification  and  the  aggran 
izement  of  the  state. 

With  the  suddenness  of  a  thunderbolt  a  giant  machine 
death   was   hurled   against  its   neighbors.     The   world  was 
stantly  aflame  with  the  greatest  conflagration  known  to  histor 
battle  lines  were  flung  so  far  and  armies  so  gigantic  sprang 
the  field  of  action  that, 'in  comparison,  they  made  the  legions 
Caesar  and  the  hordes  of  Xerxes  pale  into  insignificance, 
four  years  the  most  stupendous  struggle  known  to  history  ragt 
Dynasties  old  in   story  passed  into  oblivion;    crowns   famed 
romance  were  stricken  from  royal  heads;   scepters  which  we 
the  symbols  of  almost  unlimited  power  were  broken ;  revolutio 
and  political  unheavals,  like  earthquakes  and  volcanoes,  sho 
the  very  foundations  of  civilization,   and   while  the  nations 
Europe  were  reeling  and  staggering  under  the  stupendous  bio  < 
of  world  conflict,  a  nation  of  freemen,  a  nation  young  in  ye£> 
but  rich  in  the  philosophy  of  history,  cherishing  the  institutioi 
of  liberty,  mobilized   its   energy  and  hurled  the  thunderbolt 
irresistible    power   against   the   steel    clad    ranks   of   Autocra>, 
breaking  its  death  grip  from  the  throat  of  Civilization  and  hurl! 
its  misguided  minions  back  across  the  Rhine. 

Analyze  this  history  for  its  cause  and  what  basic  fact 
pears?     The  effort  to  overthrow  democracy  and  establish  wo  1 
dominion  of  autocratic  power,  has  caused  pain  and  sorrow,  ru 
and  confusion,  which  a  hundred  years  cannot  remove. 

As  the  Roman  Empire  commanded  service  to  the  Emper. 
the  Orient  taught  service  to  caste,  and  modern  Germany  mag- 
fled  service  to  the  state,  so  fathers  of  our  country  establish! 
the  ideal  of  "individual  liberty."  Sovereign  power  was  reserU 
to  the  people  and  only  so  much  of  it  was  delegated  to  the  g  - 
ernment  as  was  deemed  necessary  to  protect  the  individual  ;i 
the  enjoyment  of  his  freedom.  Freedom  of  thought,  freedom  f 
conscience,  and  freedom  in  the  right  to  own,  control  and  • 
velop  private  property. 

Such  were  the  fundamental  principles  upon  which  our  g"- 
ernment  was  founded,  and  upon  such  we  have  in  the  brief  spie 
of  145  years  changed  a  wilderness  into  a  wonderful  land. 

Under  the  impulse  of  liberty,  and  under  unrestricted  r 
wards  of  individual  enterprise,  such  an  impetus  was  given  o 
inventive  genius  that  civilization  has  made  the  greatest  progr  s 
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UNDER 
AMERICAN  FLAG 


PASSENGERS 
AND  FREIGHT 


San  Francisco -Baltimore  Service 

(Freight  Only— Via  Panama  Canal) 

From  San  Francisco  and  Los  Angeles  to  San  Jose  de  Guatemala, 

La  Libertad,  Corinto,  Balboa,  Cristobal,  Cuban  and 

Porto  Rican  Ports  (Eastbound  only),  Savannah, 

Norfolk  and  Baltimore. 

S.S.  "POINT  JUDITH"  sails  March  8th 

S.S.  "POINT  BONITA"  sail*  April  4th 

From   Baltimore  to   Cristobal,   Balboa,   Corinto,   La  Libertad, 

San  Jose  de  Guatemala,  Los  Angeles  and  San  Francisco 

S.S.  "GRANITE  STATE"  sails  February  28th 

S.S.  "POINT  BONITA"  sails  February  26th 
S.S.  "EASTERN  IMPORTER"  sails  March  2d 

Trans-Pacific  Service 

"The  Sunshine  Belt  to  the  Orient" 

(Passenger*  and  Freight) 
Sailings  from  San  Francisco  by  new  and  luxurious  ships 

S.S.  "GOLDEN  STATE"  sails  March  19th 
S.S.  "ECUADOR"  S.S.  "VENEZUELA" 

S.S.  "COLOMBIA"  S.S.  "EMPIRE  STATE" 

And  Fortnightly  Sailings  by  EIGHT  Freight  Steamers 
Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila  and  Hongkong 

Manila-East  India  Service 

(Passengers  and  Freight) 

Sailings  from  San  Francisco  by  luxurious  new  American  Steamers 
S.S.  "CREOLE  STATE,"  Apr.  22d    S.S.  "WOLVERINE  STATE,"  Feb.  25th 

S.S.  "GRANITE  STATE,"  March  22d 

And  Monthly  Sailings  by  TWO  Freight  Steamers 

Direct  to  Honolulu,  Manila,  Saigon,  Singapore,  Honduras, 

Colombo  and  Calcutta 

Round-the-World  Service 

(Freight  Only) 

S.S.  "WEST  NERIS"  S.S.  "WEST  MINGO" 

S.S.  "EASTERN  IMPORTER" 

Regular  Monthly  Sailings 

8«n  Francisco,  Honolulu,  Yokohama,  Kobe,  Dairen,   Tientsin. 
Shanghai,  Manila,   Saigon,  Singapore,  Calcutta,  Colombo, 
Bombay,  Alexandria,  Bizerta,  Marseilles,  Barcelona, 
thence  Baltimore,  Norfolk,   Cristobal,  Los  An- 
geles and  San  Francisco  via  Panama  Canal 

Panama  Service 

(Passengers  and  Freight) 
Sailings  from  San  Francisco  every  10  days  by 

S.S.  "SAN  JOSE"    S.S.  "CUBA"    S.S.  "CITY  OF  PARA" 
S.S.  "SAN  JUAN"         S.S.  "NEWPORT" 
To  Mexico,  Central  America  and  Canal  Zone 


Through  Bills  of  Lading  Issued  to  and  from  all  pointi 
beyond  ports 

The  Pacific  Mail  is  world  renowned  for  excellence  of  it* 
service  and  cuisine 

Consult  Our  Office* 

Pacific  Mail  Steamship  Co. 

10  Hanover  Square,  508  California  St.,  400  Exchange  Plae* 

Gen.  Pa««.  Office,  621  Market  St. 

NEW  YORK  SAN  FRANCISCO  BALTIMORE 

Managing  Agents  U.  S.  Shipping  Board 


IT  IS  EASY 

To  Maintain  a  Tariff  File 

Ii  You  Use 

THE  TRAFFIC  BULLETIN 

or 

THE  DAILY  TRAFFIC  WORLD 

And  Almost  Impossible 
If  You  Do  not 

One  subscriber,  in  answering  the 
Traffic  League's  inquiry  concern- 
ing Tariff  distribution  puts  it  thus 

"We  have  no  complaint  what- 
ever to  make  in  respect  to  the 
receipt  of  various  freight  tariffs 
and  reissues." 

"We  have  been  obtaining  excep- 
tional service  in  that  respect." 

"We  obtain  sufficient  advance 
information  through  THE 
TRAFFIC  WORLD  to  enable  us 
to  keep  our  file  up-to-date." 

As  Tariffs,  in  large  numbers,  es- 
pecially those  overturning  state 
commission  made  rates,  are  now 
being  filed,  we  should  be  given 
your  subscription  at  once. 

DELAY  IS  DANGEROUS! 

Samples  and  full  information  free 

The  Traffic  Service  Corporation 

418  South  Market  Street 
Chicago 
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in  history.  America  has  given  to  the  world  in  the  short  period 
•of  Its  existence  the  steam  engine,  without  which  the  great  rail- 
roads and  steamship  lines  of  the  world  could  not  twrobMB 
developed:  the  telegraph  and  telephone,  which  revolutionized 
the  means  of  communication  and  brought  the  whole  world  into 
instantaneous  touch.  It  has  given  to  civilization  the  automobile 
^revolutionizing  (he  transportation  of  individuals;  it  has  invented 
machinery  which  has  transformed  agriculture,  mining  and  for- 
estry; it  created  the  airplane,  the  submarine,  the  sewing  ma- 
chine electric  lights,  electric  motors  and  a  thousand  devices 
us.-d  'in  factory,  shop  and  household.  Through  medical  science 
it  has  discovered  the  Causes  and  produced  remedies  for  the 
world's  most  malignant  diseases,  thereby  materially  lengthen- 
ing the  span  of  human  life.  We  have  conquered  the  earth,  the 
sea,  the  sky,  the  waters  beneath  the  seas,  have  tunneled  moun- 
tains and  severed  continents  in  twain,  shortening  the  distance 
around  the  world.  We  have  built  great  industries  producing  and 
distributing  throughout  the  nation  and  to  foreign  countries 
practically  every  necessity  essential  to  human  welfare. 

Time  will  not  permit  a  more  extended  reference  to  the 
achievements  which  have  contributed  so  much  to  human  progress 
and  civilization  in  a  period  so  short,  that  It  can  be  spanned  by 
the  lives  of  two  beings,  each  of  the  ordinary  age  of  three  score 
years  and  ten. 

Notwithstanding  this,  wonHgrfiil  rc^nrrt  nf  aphipvAmpnt,,  there 
rces  at  work  in  this  country  which  would  lead  us.  Int"  rft- 


are  

neatine  the  errors  of  ancient  Rome  and  modern  Germajiy.    Under 
ii.-i-  nf  regulating  Commerce  between  tlie  states,  the  1'uiiajJ- 
prjncinlgH  npnn   which' our  government    was   '""in1pf|   3 If 

gradually  changed  by  the  Congress,  acting  under  pressm-p 

of  a  misinformed,  and  In  many  instances  a  misguided,   pnbljj; 
opinion. 

WEo  is  to  blame  for  such  a  state  of  public  opinion?  One  of 
the  most  eminent  business  men  of  this  city,  Mr.  Vanderlip,  has 
said  that  hUflillfiHS  T1""  havp  Jv'Pf1'  "f""  ct""-°  "f  MamP  if  p"hlir 
npjpinn  <°  <ii  inf».^mpj  As  a  class  they  have  been  silent  in  face 
of  calumny.  Gross  misstatements  in  regard  to  business  methods 
and  aims  of  business  men  have  gained  credit  by  being  confidently 
repeated  and  rarely  or  never  answered.  An  important  part  of  the 
public  holds  resentment  against  business  men  because  of  the 
accumulation  of  the  charges  of  misconduct  that  have  been  made 
and  gone  unanswered." 

It  seems  to  me  time  that  business  men  should  stand  up  and 
fight  for  their  honor.  You  need  not  be  told  that  in  a  large  part 
of  the  motive  back  of  the  drudgery  of  business  life  is  a  motive  not 
of  gain  alone,  but  of  accomplishment,  of  achievement,  a  desire  to 
add  to  the  glorious  achievement  of  our  country,  an  ambition  to  do 
a  big  thing  in  a  big  way,  which  is  the  true  American  spirit,  an 
Idealism  as  pure  and  as  laudable  as  any  statesman  can  boast  of; 
but  the  general  public  does  not  know  that  and  will  not  believe  it, 
.while  men  bend  to  their  tasks  and  never  look  up  to  answer  de- 
traction, misrepresentation  and  slander. 

There  are,  to  be  sure,  examples  of  greed,  of  blindness  to 
social  obligations,  of  unfairness  and  of  dishonesty,  but  these  are 
comparatively  rare  and  of  no  more  frequency  than  are  found  in 
other  walks  of  life. 

But,  because  of  these,  all  have  been  made  to  suffer,  because 
business  men  have  silently  submitted  to  generalizations  drawn 
from  these  comparatively  rare  examples. 

In  my  opinion,  the  greatest  need  of  the  times  and  the  most 
important  duty  of  industry  is  to  enlighten  public  opinion  on  the 
basic  facts  and  problems  of  industry. 

Industry  should  not  b&— and  I  believe,  is  not — opposed  to 
reasonable,  supervisory  legislation,  through  which  the  Public  may 
be  informed  at  all  times  whether  the  service  is  efficient  and  eco- 
nomical, whether  its  profits  are  reasonable  and  whether  its  treat- 
ment of  competitors  and  the  public  is  fair;  but  the  measures  now 
being  proposed  extend  far  beyond  such  powers. 

It  IB  amazing  that  industry  should  inngpr  Differ  itself  tr)  h,p 
•'    i1"      IT-,    •>!   an    ill   informed. uulilic  opinion.     Knowing  how 
genuinely  it  responds  to  the  principles  of  justice  and  fair  play 
when  it  is  fully  informed  of  the  facts,  the  public  should  be  re- 
minded that  our  great  transportation  systems,  as   well   as  our 
great  industrial  and  financial  institutions  are  not  sudden  crea- 
tions; most  of  them  began  In  a  small  way  and  expanded  with  the 
general  growth  of  the  country  covering  a  considerable  period  of 
time.     As  population  has  swelled  and  as  vast  aggregations  of 
jeople  have  multiplied  their  wants,  the  inevitable  trend  of  modern 
affairs  has  called  for  large  business  enterprises,  as  well  as  for 
Millions  of  people  have  come  to  this  country  since  its 
principal   industries  were  established  and  are  not  informed   of 
the  processes  through  which  they  have  grown.    Millions  of  other 
Iduals,  living  in  regions  remote  from  the  great  industrial 
nters,  possess  little  more  knowledge  concerning  these  great  or- 
:anizattons  than  they  have  gleaned  through  the  press  and  from 
iticians  and  agitators.    They  have  been  taught  to  look  upon 
Teat  enterprises  as  a  menace  to  the  public  welfare   when 
matter  of  fact  they  are  the  products  of  economic  conditions 
the  great  masses  of  producers  and  consumers  of  the 
it  such  this  country  would  not  enjoy  Its  present 

opinion  in  this  onnnT^^iff  ^dllltry'm.fJt^L^^TJr^ 


which  the  ppnple  can  Judge  for  themselves  of  the  necessity  fo , 
big  business  to  continue  to  exist,  as  a  part  of  our  economic  {££• 
tern  Industry  has  the  facts  at  nana,  why  not  use  them?  We  a)' 
reacty  have  more  than  one  hundred  bureaus  and  commission 
created  by  the  Federal  Government,  dealing  in  one  way  o 
another  with  the  business  of  the  country.  There  is  a  clamor  fo 
new  commissions  of  different  kinds  to  control  the  key  Industrie 
of  this  country— to  be  clothed  with  extraordinary  powers  far  b«: 
yond  any  previous  enactments  dealing  with  private  business 
Power  feeds  upon  power.  Once  give  to  political  parties  in  powe 
the  control  and  domination  over  the  affairs  of  private  business 
our  Government  will  have  reached  the  highway  that  led  Rom 
and  Germany  to  disaster.  What  this  country  needs  most  of  all 
just  now  was  happily  expressed  in  the  slogan  of  the  late  can 
paign:  "More  business  in  government  and  less  government 
business.' 

'Poday  we  have  one  hundred  million  people  who  are  think 
ing,  generating  forces  which  may  be  constructive  or  destrue 
tive,  according  to  their  character.  We  have  several  million 
who  are  familiar  only  with  the  old  world  systems,  who  do  no 
fully  comprehend  our  institutions. 

There  are  many  others  of  our  own  people  who  perceive  th 
facts  of  general  history  only  in  vague  outline.  The  full  signif; 
cance  of  isolated  movements  potent  with  power  to  undermin 
social  structures  do  not  impress  with  force  sufficient  to  arous 
defensive  action.  They  are  honest,  sincere  and  patriotic,  an> 
only  need  to  have  the  dangers  pointed  out  in  a  way  to  sho->i 
the  truth  to  arouse  their  sympathetic  co-operation. 

Every  association  representing  any  important  industry  whic 
has  not  already  done  so  would  do  well  to  organize  a  committe 
on  public  relations.  Through  such  an  organization  every  mis 
statement  of  fact  or  motive,  whether  made  in  Congress,  in  th 
press,  or  in  any  public  utterance,  should  be  challenged  and  th 
true  facts  stated.  Let  it  be  understood  that  loose  or  incorrec 
statements  will  no  longer  go  unanswered.  Every  page  of  th 
Congressional  Record  should  be  read  daily  and  the  press  of  th] 
country  carefully  scanned.  Producers  of  raw  materials  an 
retail  distributors  should  be  brought  into  closer  and  more  syn 
pathetic  and  harmonious  relations  with  the  manufacturer,  and 
better  understanding  of  the  general  problems  of  each  branc 
of  an  industry  should  be  reached,  and  permanent  methods  pn: 
vided  for  keeping  it  constantly  informed.  Likewise  these  group 
should  establish  closer  co-operation  with  the  great  transpo: 
tation  systems  of  our  country. 


Industry  must  be  brought  to  realize  that  public  opinion-i    / 
the  aggregate   is   dynamic    and    irresistible:    that    half-educate,,^ 
public   opinion    is    dangerous    when    brought    to   bear    on    publj 
affairs,   as   also   it    is   a   creative   and   stabilizing   influence    wlie 
enlightened  and  informed. 

Thc>  people  have  rarely,  if  ever,  changed  their  nation; 
ideals  or  lost  their  liberties  suddenly.  These  have  usually  bee 
effected  by  gradual  subtle  or  insidious  encroachments  in  th 
name  of  the  public  welfare.  They  have  just  as  often  been  mi 
led  or  deceived  as  to  the  real  motives  of  their  leaders.  Th 
legions  of  Caecar  followed  Augustus  into  Rome,  not  to  ove 
throw  the  liberties  of  the  citizen,  but  to  punish  the  assassir 
of  their  national  hero. 

It  is  doubtful  whether  the  German  masses  knew  of  tl 
conspiracy  of  Potsdam,  seeking  world  dominion  for  the  Ge 
man  state,  but  they  no  doubt  leaped  to  arms  in  imaginary  d 
fense  of  the  Fatherland. 

We  have  a  democratic  form  of  government  in  which  the  wi 
of  the  majority-  is  supposed  to  rule,  yet  there  is  a  thoroug 
neglect  on  the  part  of  industry  to  cultivate  the  judgment  i! 
people  whose  influences  are  all-powerful. 

When  difficult  or  dangerous  situations  arise,  the  gover 
ment  or  the  people  concerned  suddenly  report  to  the  use  • 
propaganda,  but  usually  not  until  after  cliques  have  been  o 
ganized,  opinion  set  and  the  mischief  done. 

Propaganda,  as  a  last  resort,  simply  breeds  and  reinforci 
suspicion;  quite  naturally  it  is  felt  that  expediency  and  n 
principle  has  brought  about  its  use. 

Therefore,  there  exists  a  necessity  for  a  permanent  indu 
trial  agency  exclusively  devoted  to  this  great  and  importa; 
duty.  It  would  be  more  effective  if  all  the  great  basic  indu 
tries  of  this  country  could  unite  in  the  establishment  and  mai 
tenance  of  such  an  agency. 

The  facts  which  it  would  give  to  the  public  should  be 
accurate,  so  reliable,  and  so  incontestable  that  they  would  car 
conviction  and  destroy  error. 

The  railroads  spend  hundreds  of  thousands   of   dollars  al 
nually  advertising  the  scenery  along  their  lines.     Industry  e|j 
pends   similar  sums   in  advertising  the   efficacy  of  a   brand 
soap,  or  the  nutritive  value  of  a  breakfast  food.     But  what 
being  spent  by  organized  industry  to  inform  public  opinion  < 
the   truth  of   its  problems — what    is   being   done   to   direct  t 
greatest   single   force   in   this   country,   thought  force,   a   livin 
vital,  dynamic  power,   potent  to  undermine   and   overthrow  s 
cial   structures   or  to   lead   on   to  greater   achievements? 

We  have  just  enfranchised  twenty-five  millions  of  ne 
minds  whose  opinions  will  weigh  in  the  scales  of  future  actioi 
They  are  the  brightest  and  finest  minds  in  the  nation,  but  « 
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Walker  Electric  Truck  Kqulpped 
with  Kxide-Ironclad  Battery 


Ward  Truck  equipped  with 
Exide-lronclad  Battery 


"Commercial"  Truck  Equipped 
with  Exlde- Ironclad  Battery 


For  every  day  in  the  year 
i  Electric  Trucks 


The  electric  truck  is  the 
economical  vehicle  for  a  large 
proportion  of  all  city  hauling, 
every  day  in  the  year,  accord- 
ing to  the  most  reliable  fig- 
ures of  transportation  costs. 

A  good  proof  lies  in  the  fact 
that  upwards  of  70  or  80  per 
cent  of  electric  truck  sales  are 
on  repeat  orders.  Users  find 
that  their  operating  cost  is 
exceedingly  low. 

A  good  electric  truck  is  at 
its  best  when  it  is  equipped 
with  the  Exide-lronclad  Bat- 
tery. It  is  the  only  battery 
made  that  has  all  the  four 
essentials  of  storage -battery 


equipment  for  electric  truck 
service — power  ability,  rug- 
gedness,  high  efficiency,  and 
long  life. 

The  Exide-lronclad  Battery 
is  unlike  any  other  storage 
battery  in  the  world;  its  de- 
sign and  construction  embody 
the  experience  of  thirty-three 
years  by  the  largest  manufac- 
turer of  storage  batteries  in 
the  world. 

"Keep  Them  Moving"  is  an 
important  business  message  to 
truck  owners.  Write  for  it 
today,  and  learn  how  you  too 
can  cut  your  haulage  costs 
with  electrics. 


ELECTRIC  STORAGE  BATTERY  CO. 

:md  largest  manufacturers  In  the  world  of  Storage  Batteries  for  every  purpose 

1888          PHILADELPHIA          1921 

Branches  in  seventeen  cities 
Elide  Batteries  of  Canada.  Limited.  133-157  Dufferln  Street.  Toronto 


What  Exide 
users  write : 

"If  there  were  any  other 
trucks  or  batteries  that 
would  do  the  work  better 
or  more  economically,  we 
would  have  bought  them; 
so  far  they  have  surpassed 
our  expectations." 

"We  have  used  electric 
trucks  equipped  with  Ex- 
ide-lronclad Batteries  for 
eight  years,  and  each  bat- 
tery from  three  to  four 
years.  Our  trucks  average 
about  30  miles  per  day." 

"Our  service  has  not 
been  interrupted  in  any 
manner  whatsoever  due 
to  any  trouble  of  the  bat- 
teries." 

"We  believe  the  Ironclad 
to  be  the  most  efficient 
battery  and  covering  all 
electric  truck  needs." 


IRONCLAD 

BATTERIES 
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In       n»«nce  ol      .  innU. 
it  lam  of  the  people.     I  believe  in  it  firmly. 

But  when  we  remember  the  history  of  the  past  and  view 
socialism,  communism  and  bolshevism,  the  antithesis  ot  indi- 
'"dualism,  spreading  in  many  parts  of  the  world  and  then-  in- 
fluences being  felt  in  our  own  country,  when  we  witness 
Senate  of  the  United  States-the  highest  deliberative  body  m 
rlu-  world  Riving  serious  consideration  to  measures  centraliz- 
•ing  in  the  feleral  government  power  and  control  over  private 
proper!  v  and  private  business,  when  we  witness  gradual  en- 
rroachments  upon  individual  freedom  and  hear  clamor  for  the 
re-enactment  of  Puritanical  laws,  I  think  it  time  that  t 
should  be  a  new  awakening,  a  rededication  and  a  reconsecration 
of  our  hearts  and  intellects  to  the  fundamental  ideals  of  Ameri- 
can institutions. 

A  few  days  ago  we  celebrated  the  birthday  of  the  most 
illustrious  champion  of  human  freedom.  At  Gettysburg  he 
spoke  what  to  Americans  should  be  an  abiding  lesson  when 
he  implored  us  to  "highly  resolve  that  these  dead  shall  not 
have  died  in  vain;  that  this  nation,  under  God,  shall  have  a 
new  birth  of  freedom;  and  that  government  of  the  people,  by 
the  people  and  for  the  people  shall  not  perish  from  the  earth." 

On  tomorrow  we  will  celebrate  the  birthday  of  the  Father 
of  our  Country.  He  laid  the  foundations  of  the  greatest  nation 
of  the  world,  with  a  full  understanding  of  the  facts  of  history. 
The  principles  enunciated  were  formulated  to  avoid  the  mis- 
takes of  the  past  and  to  insure  the  perpetuity  of  our  govern- 
ment for  the  future.  Only  ignorance,  envy,  prejudice  and  in- 
justice arising  from  within  can  ever  destroy  It. 

Let  industry  diffuse  a  general  knowledge  of  its  purposes, 
its  achievements,  its  necessity  to  the  welfare  of  the  country  and 
advancing  civilization,  and  much  of  the  suspicion  attached  to  it 
will  disappear.  Then  enlightened  public  opinion  will  be  gal- 
vanized into  a  dynamic  force  which,  shining  with  effulgent  splen- 
dor, will  illuminate  the  way  to  new  heights  of  domestic  happi- 
ness. contentment  and  achievement. 

MEXICAN  TRANSPORTATION 

In  a  report  to  the  Department  of  Commerce  on  transporta- 
tion conditions  in  Mexico,  Commercial  Attache  Carlton  Jackson 
said: 

"The  congestion  of  merchandise  at  Vera  Cruz  and  in  other 
points  of  entry  to  the  Republic  has  been  a  subject  of  constant  in- 
vestigation and  discussion  for  many  weeks.  There  are  said  to  be 
from  40,000  to  50,000  tons  of  freight  waiting  to  be  moved  inland. 
Frequent  reports  have  been  received  of  merchandise  being  de- 
layed and  its  whereabouts  not  known  for  several  weeks. 

"Government  and  railroad  officials  attribute  this  condition  to 
the  lack  of  rolling  stock,  and  unquestionably  there  is  a  consider- 
able shortage  of  that.  The  Confederated  Chambers  of  Commerce 
reports  that  part  of  the  difficulty  can  be  laid  to  the  shortage  of 
locomotives.  It  is  stated  that  the  shortage  of  freight  cars  is  not 
ao  acute  and,  in  fact,  that  there  would  be  nearly  enough  cars  to 
meet  the  requirements  if  there  were  an  experienced  and  com- 
petent traffic  management  to  handle  cars  after  the  manner  in 
which  they  are  handled  now  in  the  United  States. 

"The  situation  is  being  greatly  improved  by  the  large  number 
of  freight  cars  now  permitted  to  go  through  into  Mexico  from  the 
United  States  by  an  agreement  with  the  American  Railway  Asso- 
ciation made  January  1  of  this  year.  It  is  reliably  stated  that 
from  50  to  60  per  day  are  going  in  at  present.  It  will  be  some 
weeks  before  a  considerable  number  will  return,  so  the  available 
average  number  in  the  country  should  be  increased  by  1,000  or 
more  before  long.  This  should  very  nearly  supply  the  existing 
shortage.  As  business  improves  in  Mexico  and  as  development 
of  mining  and  other  industries  is  pushed,  additional  cars  will  be 
needed.  The  Mexican  Government  is  trying  to  devise  some  way 
of  raising  the  30,000,000  pesos  (about  $15,000,000)  said  to  be 
necessary  to  buy  the  rolling  stock  needed  within  the  next  year 
or  two," 

A  telegram  dated  February  17  has  been  received  from  Com- 
iiit'rcial  Attache  Carleton  Jackson  stating  the  a  general  railway 
strike  Is  to  be  called  on  February  25  unless  the  unions  are  recog- 
nized. The  railway  officials  claim  that  they  can  maintain  a  par- 
tial service  even  If  a  strike  is  called. 


Digest  of  New  Complaints 

No.  12185.     E.  I.  Du  Pont  do  Nemours  &  Co.  vs.  John  Barton  Pa%  , 

^Unjust'  and  unreason;,!.!.-  and  unduly  prejudicial  rates  on  . 
linters     shipped    compressed    or    uncompressed    with    privileg- 
carrier    to    compress,    from    points   in    the    Carohnas    to   Hopvw  . 
Va.     during   federal   control,    because   of   absence   of  joint  throu 

No    tt«M    S^kSNosPaiato0"y  inc.usive.     Same  vs.  Same. 

Same  complaint  and  ]>raver  as  to  numerous  shipments  ol 
•       lintere    from    points    in    North    Carolina.    South    Carolina,    G 
Alabama.  Florid™  and  Louisiana  to  Hopewell.  Va. 

No  "2190.     A.  B.   Smith,   doing  business  as  A.  B.   Smith  Lumber  « 
'  Parhicah    Kv     vs.  Illinois  Central  et  al. 

Seeks  scale  of  rates   on   logs  from   Menglewood,   Term.,  to  Bf 
durant     Kv.     when    for   reshipment,    not    in    excess    of   rates 
temporaneously  maintained  for  like  distance  on  I.  C.  proper 

No    «M9iatSt  '  Tammany  Ice  and  Manufacturing  Co.,  Ltd.,  C,. 
' 


ST.  LOUIS  COTTON  SHIPMENT 

Five  thousand  bales  of  cotton  were  last  week  loaded  on  a 
train  of  fifty  cars  in  East  St.  Louis  for  shipment  to  New  England 
cotton  mills  by  the  G.  S.  Tiffany  Company  of  St.  Louis,  cotton 
brokers.  E.  J.  Ball,  traffic  manager  for  the  brokers,  says  it  is 
the  largest  cotton  shipment  ever  sent  from  the  local  market. 
"This  is  evidence  not  only  that  St.  Louis  is  taking  its  place  as 
a  cotton  market,  but  that  the  slump  noticed  throughout  the  win- 
ter IB  being  brought  to  a  close,"  he  said.  The  shipment  is  val- 
ued at  »350,000.  It  will  weigh  2,500,000  pounds,  and  the  freight 
charges  will  be  $25,000,  with  »750  war  tax. 


No. 


unreasonable   fate'  of  13. 5c  on   fuel  oil  in   tank  rs 
from  Destrehan  to  Coyington,   La.,   in  that  lawful  rate  was  1 
subject  to  estimated  weight  of  6.6  Ibs.   per  gallon.     Ask 

^92.     Standard  Oil  Co.   (California)  vs.  Director  General  Pa> 
P.  &  L.  E.  et  al. 


In  jSuSV.  laoT  in  that  they  exceeded  1.25  per  100  11 
for   first    diversion    and    $5    for   sec'«id    diversion.      Asks    just  . 
reasonable  rules  and  charges  for  diversion  or  reconsignment 
reparation. 
No    12193.    Armour  &  Co.  vs.  M.  K.  &  T.,  Director  General  Payne 

Unjust   and   unreasonable    rates   on    live    hogs    from   Sioux 
la      South    St.    Paul,    Minn..    South    St.    Joseph,    Mo.,    and    ! 
Omaha,    Neb.,    to   Fort   Worth,   Tex      in    that  they   exceeded  r£ 
found  to  be  the  maximum  reasonable  rates  in  the  1 
increases  under  G.  O.  No.  28,  and  that  minimum  weights  exc 
and  exceed  22,000  Ibs.  for  D.  D.  cars  and  17.000  Ibs    for  S    D   c  . 
Asks  just  and  reasonable  rates  and   reparation  of    [13,59] 
No    12194.    Boston  Wool  Trade  Assn.  vs.  Boston  &  Albany  et  al. 

•Utacks  lighterage  charges  in  Boston  harbor  and  rates 
ton    as    compared    with    lighterage    charges    and    rates 
York  because  preferential  practices  of  lighterage  and  floatai 
New  York  harbor  are  not  accorded  in  Boston  harbor  on  si 
of  wool  and  other  commodities.     Asks  just  and  reasona 
and    practices    and    increased    terminal    facilities    at    Boston 
Boston  may  be  placed  on  equality  with  New  York. 
No.   12195.     Crown   Willamette   Paper   Co.,    San   Francisco,   Calif. 
Director  General  Payne.  S.  P.  &  S.  et  al. 

Unjust  and  unreasonable  rates  on  wood  pulp  from  Seattl 
Tacoma  to  Camas,  Wash.     Asks  cease  and  desist  order, 
reasonable  rates  and  reparation. 

No.  12196.    The  Green  Rock  Coal  Co.,  Riceville,  Ky.,  vs.  Director  C 
eral  Payne,  C.  &  O.  et  al. 

Unjust,    unreasonable    and    discriminatory    rates    on    coal 
Riceville  to  Dawkins,  Ky.     Asks  cease  and  desist  order,  ; 
reasonable  rates  and  reparation. 

No.  12197.    Dewey  Portland  Cement  Co.,  Kansas  City,  Mo.,  vs. 
General  Payne,  A.  T.  &  S.  F.  et  al. 

Unjust  and  unreasonable  rate  on  cement  from  Dewey.  O 
destinations  in  Kansas.  Asks  cease  and  desist  order,  ji 
reasonable  rates  and  reparation. 

No.  12198.     Traffic  Bureau,   Chamber  of  Commerce  of  Phoenix,  A 
et  al.  vs.  Director  General  Payne,  Great  Northern  et  al. 

Unjust    and    unreasonable    rates    on    apples    from    Deer    1 
Wash.,  to  Phoenix,  Ariz.     Asks  through  rates  and  reparation. 
No.  12199.     Standard  Asphalt  and  Refining  Co.,  Tulsa,  Okla..  vi 
rector  General  Payne,  Mo.  Pac.  et  al. 

Unjust  and  unreasonable  rates  on  gasoline  from  Indepentl 
Kan.,  to  Lincolnton,  N.  C.    Asks  reparation. 

No.  12200.     Harleigh  Brookwood  Coal  Co.,  Philadelphia,  an.i  Mai 
Plane,  Pa.,  vs.  Director  General,  agent. 

Unjust   and   unreasonable    rates    on    unprepared    anthnioitt 
from   Stanton  Bank   to   the   Lawrence   Colliery  during   tin-  )« « 
from  June  25,  1918,  to  August  26,  1918.    Ask  for  reparation. 
No.  12200,  Sub.  No.  1.     Same  vs.  Same. 

Same  complaint  and  prayer  as  to  shipments  of  unprepare< 
from  Raven  Run  Banks  to  Lawrence  Colliery. 
No.  12200,  Sub.  No.  2.    Thomas  Colliery  Co.  vs.  Shenandoah,  P 
Raven  Run,  vs.   Same. 

Same   complaint   and   prayer   as   to   unprepared   anthracit 
from  Raven  Run  Banks  to  Kehley's  Run  Colliery. 
No.  12201.     Harleigh  Brookwood  Coal  Co.  vs.  Director  General,  i 

Same  complaint  and  prayer  on   unprepared  anthracite  coa 
tween  Lawrence  Bank  and  Mahanoy  Plane,  Pa. 
No.  12202.     Same  vs.  Same. 

Same  complaint  and  prayer  as  to  shipments  of  unpreparc 
thracite  coal  from  Harleigh  to  Hazle  Brook,  Pa. 
No.   12203.     Dewey  Portland   Cement  Co.   vs.    Director  Goner. 

Unjust  and  unreasonable  rates  on  slack  coal  during  t 
of  federal   control   from   mines  located   at  or  near  Broken  A 
and  Dawson,  Okla..  and  other  Oklahoma  points,  and  unjust) 
criminatory  in   that   lower   rates   were   maintained   from    mine 
the   Pittsburg,    Kan.,    groups   to    Dewey    and    Bartlesville   an<.' 
Kansas  cement  mills.     Asks  for  reparation  of  $16.649. 
No.    12204.     Gulf  Refining  Co.    of   Louisiana,    Pittsburgh,    Pa.,  <] 
rector  General,  agent,  et  al. 

Unjust,  unreasonable  and  unduly  discriminatory  rates  on 
ments  of  fuel  oil  from  Mooi  ingsport.   La.,   to  San  Antonio  » 
Pipe  Works,   Saspamco.    Tex.,   and   unduly   discriminatory    i: 
they  exceeded  the  rates  from  Shreveport.     Asks  for  the  appi< 
tion  of  19%c  rate  and  reparation  of  $4.409. 

No.   12205.     Pioneer  Cooperage  Co.   and   the   Schaperkotter  Coopepe 
Co.,  St.  Louis,  vs.  B.  &  O.  et  al. 

Unjust  and  unreasonable  rates  on  barrels  and  kegs,  C.  L.,  ) 
St.  Louis  to  Evansville,  Louisville  and  Cincinnati,  assessed  on' 
class    basis.      Ask    for    just,    reasonable    and    non-discriminaB 
rates. 
No.  12207.     Swift  &  Co.  vs.  C.  R.  I.  &  P.  et  al. 

Unjust    and    unreasonable    rates    and    charges    on    green 
hides  from  North  Ft.  Worth,  Tex.,  to  South  St.   Joseph.  Mo.    P 
for  reparation. 
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Built  as  Carefully  as  the 

Locomotive  That  Hauls  It 


HE  proven  design  and  sturdy  construction  of  "Pennsylvania"  Tank  Cars  embody 
engineering  improvements  and  patented  features  that  have  been 
thought  out  as  carefully  as  those  on  the  modern  locomotive. 

The  New  Type  A-l  Center  Sill,  the  "Pennsylvania"  Center  Anchorage,  the 
Maximum  Dome  Outage,  and  the  simplified  "Pennsylvania"  Uncoupling  Rod 
Arrangement — all  these  are  distinctively  "Pennsylvania"  features  found  only 
on  the  "Pennsylvania"  Tank  Car. 

"After  All,  Service  Counts" 

THE  PENNSYLVANIA  TANK  CAR  COMPANY 

SHARON,  PA. 

New  York  St.  Louii  Houston  San  Francisco 


INHERE   are    more    than 
•   S.OOO      "Pennsylvania" 
Tank   Cars   In   the   Penn- 
Plvanla      Tank       Line. 
e   cars  are   leased   to 
producers,    .  refiners     ana 
marketers    of    Petroleum 
a    other    Liquid    Prod- 
Information     rela- 
tive to  leases  and  opera- 
tion    may     be     obtained 
from   any   of   the   district 
oOoes, 

PENNSYLVANIA  TANK  LINE 

SHARON,  PA. 

New  York  St.  Loui. 

Houston  San  Francisco 


Pennsylvania  Tank  Cars  are  used  by  Leaders  of  Industry 
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state  of  Kansas. 


Louis  ft  Suburban  et  a,. 
.:  fares  and  char.es  in  the 


W     cS^v^rPennsylvania  et  al. 


Inn     Harbor 
11127  (Sub.  No.  1)—  Poehlmann  Bros.  Co.  et  al.  vs.  Indiana  H.a 

111H'lt<|tub.l'No.  2)—  Poehlmann  Bros.  Co.  et  al.  vs.  Indiana  Harbor 
11?27t(lub.''No.  3)—  Poehlmann  Bros.  Co.  et  al.  vs.  Indiana  Harbor 

9806-^EetTa'stokes  et  al.  vs.  Delaware,  Lackawanna  &  Western  et  al. 
9806(Sub.  No.  1)—  E.  T.  Stokes  et  al.  vs.  Delaware,  Lackawanna  & 

9916^-SStie"ow  Bros.  Co.  et  al.  vs.  Chicago  &  Northwestern  et  al. 
I1224l^hicago  Coal  Merchants'  Assn.  vs.  AKhison.  Topeka  &  Santa 

11224e(sub.    No.    1)—  Chicago   Coal   Merchants'   Assn.    vs.   Atchison, 
Co.  et  al.  vs.  Pittsburgh.  Cincinnati,  Chicago 


11230—  F.  a  Mhitzlaft  et  al.  vs.  Atchison,  Topeka  &  Santa  Fe  et  al. 

March  3—  St.  Louis.  Mo.  —  Examiner  Money: 

I.  and  S.  1269—  Extension  of  Memphis  southwestern  scale  to  addi- 
tional southwestern  points. 

Fourth  Section  Application  11761.  F.  A.  Leland. 
March  3  —  Argument  at  Washington.  D.  C.: 

11507  —  The  Texas  Co.  vs.  Director  General. 

11231—  Suzuki  &  Co.  vs.  Wharton  &  Northern  et  al. 

11510—  Tanners'  Council  of  the  United  States  of  America  et  al.  vs. 

Director  General. 
March  7—  Cincinnati.  O.—  Examiner  Gaddess: 

12109—  Ault  &  Wiborg  Co.   vs.   Director  General,   P.    C.   C.   &   St.   L. 

et  al. 

12119  —  Same  vs.  Director  General.  Southern  Ry.  et  al. 
12078  —  Charles  C.  Oyler  &  Son  vs.  Louisville  &  Nashville,   Director 

General  as  agent. 
12088—  Same  vs.  Western  Maryland,  Director  General  et  al. 

March  7  —  Louisville,  Ky.  —  Examiner  Seal: 

12130—  Standard  Oil  Co.   (Ky.)  vs.  Director  General,  B.  &  O.  R.  R. 
et  al. 

12106—  West  Kentucky  Coal  Bureau  vs.  Illinois  Central  et  al. 
March  7  —  Kansas  City,  Mo.  —  Examiner  Eddy: 

12117  —  Stewart  Sand  Co.  vs.  A.  T.  &  S.  F.  et  al. 

12144  —  Midland  Coal  Co.  et  al.  vs.  Midland  Valley  et  al. 
March  7  —  Pittsburgh,  Pa.  —  Examiner  Keene: 

12137  —  West  Virginia  Metal  Products  Corp.  vs.  B.  &  O.  et  al. 

12143—  Gulf  Refining  Co.  of  Louisiana  vs.  St.  L.-S.  F.  et  al. 
March  7  —  Chicago,  111.  —  Examiner  Mackley: 

12062  —  Wilson  &  Co.,  Inc.,  vs.  Director  General. 

12067—  Wilson  &  Co.,  Inc.,  vs.  A.  T.  &  S.  F.  et  al. 

12068  —  Wilson  &  Co.,  Inc.,  of  Oklahoma  et  al.  vs.  C.  B.  &  Q.  et  al. 
March  7  —  Fargo,  N.  D.  —  Examiner  Disque: 

12014—  Equity  Co-operative  Packing  Co.  vs.  Director  General. 

12014  (Sub.  No.  1)  —  Equity  Co-operative  Packing  Co.  vs.  Nor.  Pac. 

March  8  —  Chicago,  111.  —  Examiner  Mackley: 
12076—  Armour  &  Co.  vs.  Nor.  Pac.  et  al. 
12128—  Armour  &  Co.  vs.  C.  &  N.  W.  et  al. 

March   9  —  Washington,  D.   C.  —  Examiner  Bartel: 
12081—  Fairmont  and  Cleveland  Coal  Co.  vs.  B.  &  O. 

12082  —  Fairmont  and  Cleveland  Coal  Co.  vs.  Monongahela. 

12083  —  The  New  River  Co.  et  al.  vs.  Virginian. 

12084  —  The  New  River  Co.  et  al.  vs.  C.  &  O. 
March  9—  I'aducah.  Ky.  —  Examiner  Seal: 

12118—  West  Kentucky  Coal  Co.  vs.  Director  General,  as  agent. 
March  9—  Cleveland.  O.  —  Examiner  Keene: 

12131  —  The  Cleveland  Provision  Co.  vs.  A.  T.  &  S.  F.  Ry.  et  al. 

12060  —  The  National  Refining  Co.  vs.  L.  E.  &  W.  et  al. 
March  9  —  Richmond.  Va.  —  Examiner  Woodrow: 

12080  —  David  M.  Lea  &  Co.,  Inc.,  vs.  Richmond,  Fredericksburg  & 

Potomac  et  al. 
March  9—  Ft.  Smith,  Ark.—  Examiner  Eddy: 

12121—  Fort  Smith,  Subiaco  &  Rock  Island  R.  R.  Co.  vs.  Aberdeen  & 

Rockflsh  et  al. 
March  9  —  Chicago,  111.  —  Examiner  Mackley: 

12127—  Swift  &  Co.  vs.  St.  L.-S.  F.  et  al. 

12113—  Swift  &  Co.  et  al.  vs.  B.  &  O.  et  al. 
March  9—  Billings,  Mont.  —  Examiner  Disque: 

12066—  W.  P.  Parks  vs.  C.  B.  &  Q.  et  al. 
March  9  —  Argument  at  Washington.  D.  C.  : 

11746—  Gaynor  Lumber  Co.  vs.  Chicago  &  Northwestern  et  al. 


11508—  Hastings   Commercial   Club  c-t  al.   vs.   Chicago,   Milw 

1lf96^WimeatmJAlter  et  al.  vs.  Chicago  Great  Western  et  al. 
March  10— Washington,  D.  C.— Examiner  Kephart: 

12087— Western  Maryland  Ry.  Co.  vs.  Pennsylvania. 
March  10 — Chicago,  111.— Examiner  Mackley: 

12069— General   Chemical   Co.    vs.    Director   General,    Central   of 

12077— American  Milling  Co.   vs.   Director  General,   Peoria  &   T.  , 

Union  Ry.  et  al. 

March  10— St.  Louis,  Mo.— Examiner  Gaddess: 
12110— Mid-Continent  Equipment  and  Machinery  Co.  vs.  C 

12141— Mississippi  Valley  Iron  Co.  vs.  C.  B.  &  Q.  et  al. 

12073 — Tuffli  Bros.  Pig  Iron  and  Coke  Co.  vs.  Pa.  R.  R.  el 
March  10 — Cairo,   III. — Examiner  Seal: 

12114 — Charleston  Milling  Co.  vs.  Mo.  Pac.  R.  R. 
March  10— Panama  City,  Fla.— Railroad  Commission  of  Florida: 

Finance  Docket  1159 — In  the  matter  of  the  application  of  the  Atla  ; 
&  St.  Andrews  Bay  Ry.  Co.  for  a  certificate  of  public  convei 
and  necessity. 
March   10 — Argument  at  Washington,  D.  C.: 

11821— Sioux  City  Brick  and  Tile  Co.  et  al.  vs.  Director  General. 

!  1478— The  Nebraska  Seed  Co.  vs.  Chicago  &  Northwestern  eti 

11412— Jerpe  Commission  Co.,  Inc.,  vs.  Chicago,  Burlington  &  < 

11693^-FIanley  Grain  Co.  et  al.  vs.  Director  General. 
March  11— Washington,  D.  C.— Examiner  Kephart: 

12124 — W.   A.  Wimsatt  vs.  B.  &  O.  et  al. 
March  11— Chicago,  111.— Examiner  Mackley: 

12125— American   Magnesia  Products   Co.    vs.    Muscatme,   Burlimn 

&  Southern  R.  R.  et  al. 

March  11— Memphis,  Tehn.— Examiner  Seal: 
12089 — Memphis  Freight  Bureau  for  Phoenix  Cotton  Oil  Co.  V 

rector  General,  as  agent. 
12107 — The  Ferd  Brenner  Lumber  Co.  et  al.  vs.  Director  Gent-ral  .. 

T.  &  S.  F.  et  al. 

March    11 — Helena,    Mont. — Examiner  Disque: 
12010 — The  Tribune,  Inc.,  et  al.  vs.  Butte,  Anaconda  &  PacifV 
.  Portions  of  fourth  sect.  app.  349,  R.  H.  Countiss. 
March  11— Oklahoma  City,  Okla.— Examiner  Eddy: 

12090 — Oklahoma  Traffic  Assn.  vs.  C.  R.  I.  &  P.  et  al. 
March  11— Columbia,  S.  C.— Examiner  Woodrow: 

12098— Adluh  Milling  Co.  vs.  Director  General. 
March  11— Argument  at  Washington,  D.  C.: 
11639— Gillespie  Coal  Co.  vs.  Illinois  Traction  System  et  al. 
11468 — Bartlesville  Zinc  Co.  vs.  Director  General. 
March    11— Argument   at   Washington,    D.    C.: 

I.   and   S.    1278 — Fresh   and   salted   meats  between  points  in 
March  11 — Chicago,  III., — Examiner  Mackley: 

12140— The  Loewenthal  Co.  vs.  C.  &  N.  W.  et  al. 
March  12 — Chicago,  111. — Examiner  Mackley: 
*  12027 — Illinois  Brick  Co.  vs.  irector  General  and  Chicago,  West 

man  &  Southern. 
March  12 — Argument  at  Washington,  D.  C.: 

I.  and  S.  1261 — Rates  to  and  from  Nashville  and  related  points. 
March  12 — Washington,  D.  C. — Examiner  Kephart: 
12136— The  Baltimore  Trust  Co.  and  C.  C.  Pusey,  receivers  of  I 

Steel  Corporation,  vs.  Director  General. 
March  12 — Piqua,  Ohio — Examiner  Keene: 

12111— The  Pioneer  Pole  and  Shaft  Co.  vs.  Illinois  Central  et  al. 
March  14 — El  Paso,  Tex. — Examiner  Eddy: 

I  and  S.  1291   (first  supplemental   order) — Transfer  of  33&  per  n 

Group  J  points  to  Group  G  basis  to  north  Pacific  coast  points. 
March  14 — Lincoln,  Neb.— Examiner  Gaddess: 

11720 — Western  Brick  and  Supply  Co.  of  Lincoln  vs.   Director  'i 

eral,  C.  B.  &  Q.  et  al. 
11727 — Western  Sand  and  Gravel  Co.  vs.   Director  General,  C 

Q.  et  al. 
March  14 — Indianapolis,  Ind. — Examiner  Keene: 

12032— Link-Belt  Co.  et  al.  vs.  P.  C.  C.  &  St.  L.  et  al. 
March   14 — Philadelphia.  Pa. — Examiner  Kephart: 
12142 — John   Buckland,   trading   as   National    Slag   Co.,    vs.   Din  or 

General. 

11188 — Sterling  Lumber  Co.  vs.  Pennsylvania  Western  Lines  et 
March  14 — Seattle,  Wash. — Examiner  Disque: 
12075 — American   Wood   Pipe   Co.    vs.    Oregon-Washington   B 

Nav.  Co.  et  al. 

12097 — George  F.  Ambrose  vs.  Director  General. 
12135 — Joseph   Sussman,    doing    business   as   Tacoma   Junk   C 

Nor.  Pac. 
March  14 — Atlanta,  Ga. — Examiner  Woodrow: 

12095 — Empire  Cotton  Oil  Co.  vs.  A.  C.  L.  et  al. 
March  14 — Helena,  Ark. — Examiner  Seal: 

12115 — Helena  Traffic  Bureau  et  al.  vs.  Mo.  Pac.  et  al. 
March  14 — Chicago,  111. — Examiner  Mackley: 
10927 — Silica  Sand  Producers'   Traffic  Assn.   of  Illinois  vs.   C.   : 

Q.  et  al. 
11940 — Great  Lakes  Dredge  and  Dork   Co.   vs.   Illinois  Central  i  al. 


INTERSTATE  COMMERCE  COMMISSION  HEARING! 

MOSHASSUCK  VALLEY  RAILROAD  CO.  VS.  NEW  YORK  &  NEW  HAVEN  &  HARTFORD  RAILROAD  CO.  ET  AL.  (Trunk  Line  »nd  C.  F.  A.  Linei)   j 
Involvej  matter  of  divisions  and  raises  novel  and  important  questions  of  principle  under  the  Transportation  Act. 

Transcripts  of  the  testimony  taken  in  proceedings  of  the  reporters  to  the  Commission,  Woolworth  Building,  New  Yori 

Commission  (see  Docket  of  the  Commission  in  each  issue  of  City. 

The  Traffic  World)  throughout  the  country  except  Washington  The  charge,  as  fixed  by  the  Commission,  is  12%  cents  p< 

can  be  had  from  The  State  Law  Reporting  Company,  official  page  for  each  copy  furnished. 
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Tariff  Information 


Blakely  Printing  Co. 

418  So.  Market  St. 

Chicago  Railway  Printing  Co. 

720  So.  Dearborn  St. 

Excelsior  Printing  Co. 

732  Federal  St. 

The  Faithorn  Company 

500  Sherman  St. 

Faulkner-Ryati  Company 

712  Federal  St. 

Gunthorp-Warren  Printing  Co. 

132  So.  Clark  St. 

Hedstrom-Barry  Co. 

618  Sherman  St. 

Hillison  &  Etten  Co. 

638  Federal  St. 

F.  J.  Riley  Printing  Co. 

501  So.  La  Salle  St. 

Henry  O.  Shepard  Co. 

632  Sherman  St. 


HE  additional  Tariff 
facilities  that  you  will 
need  at  the  last  mo- 
ment are  in  Chicago. 

The  plants  below  have 
a  capacity  of  40,000 
pages  per  month. 

Get  in  touch  with  one 
or  more  of  them  now 
so  that  you  are  estab- 
lished as  a  regular 
buyer  in  the  largest 
tariff  market  in  the 
world. 
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basis  to  north  Pacific  coast  points. 


J  points  to  Group  G 
General.  Aberdeen  ft 


Kookflsh  et  al. 

12074—  Mitsui  &  Co.  vs.  Great  Northern  et  al. 
111.  —  Examiner  Mackley: 


et  al. 
March  15—  Birmingham,  Ala.—  Examiner  Woodrow: 

12064—  Birmingham  Packing  Co.  vs.  Illinois  Central  et  al. 

12112—  Sloss  Sheffield  Steel  and  Iron  Co.  vs.  Director  General. 
March  16  —  New  York,  N.  Y.  —  Examiner  Kephart: 

12096—Botany  Worsted  Mills  et  al.  vs.  Boston  &  Albany  et  al. 

12072  —  The  Barrett  Co.  vs.  Pennsylvania  et  al. 
March  16—  Parkersburg,  W.  Va.-OSxaminer  Keene: 

12056—  The  Parkersburg  Rig  and  Reel  Co.  vs.  B.  &  O.  et  al. 

12103—  The  Parkersburg  Rig  and  Reel  Co.  vs.  Texas  &  Pac.  et  al. 

12126—  The  Parkersburg  Rig  and  Reel  Co.  vs.  B.  &  O.  et  al. 

12138—  The  Parkersburg  Rig  and  Reel  Co.  vs.  M.  K.  &  T.  et  al. 
March  16—  Nashville,  Tenn.—  Examiner  Seal:  ..MI.   m 

12122—  Traffic  Bureau  of  Nashville.  Tenn.,  vs.  Louisville  &  Nashville 

et  al. 
March  16—  Phoenix.  Ariz.—  Examiner  Eddy: 

12024—  Arizona  Packing  Co.  et  al.  vs.  Director  General,  as  agent. 


PAYMENT  TO  A.  B.  &  A. 

The  payment  of  $108,000  to  the  Atlanta,  Birmingham  &  At- 
lantic Railway  Company  under  section  209  of  the  transportation. 
net  has  been  announced  by  the  Treasury  Department.  The  money 
is  for  part  of  the  sum  due  that  carrier  under  the  guaranty  and 
for  which  application  was  made  prior  to  September  1. 


IND.  HARBOR   BELT  R.   R.  NOTE 

The  Indiana  Harbor  Belt  Railroad  Company  has  been  au- 
thorized by  the  Commission  to  issue  a  promisory  note  for  ?23,020, 
bearing  6  per  cent  interest  and  payable  one  year  after  Jan.  15, 
1921,  to  Walter  B.  Meyn,  in  renewal  of  a  note  for  a  like  amount 
due  Jan.  15.  The  note  was  given  in  payment  for  land  at  Ham- 
mond, Ind.,  which  the  company  used  for  industrial  and  inter- 
change tracks. 

RAIL  AND   LAKE    RATES 

The  Trunk  Line  Association  rate  committee  will  hold  a 
hearing  Monday,  March  7,  in  New  York  on  a  proposal  to  establish 
rail  and  lake  rates  for  the  season  of  1921  on  the  basis  of  the 
differentials  in  effect  prior  to  federal  control. 


C.  &  W.  I.  BONDS 

Authority  to  issue  its  consolidated  4  per  cent  mortgage  bonds 
of  $130,000  is  asked  by  the  Chicago  &  Western  Indiana  in  an 
application  filed  with  the  Commission.  The  bonds  will  be  used 
to  retire  a  like  amount  of  general  mortgage  bonds. 


LOAN   TO    I.   &   G.   N. 

The   Commission   has   approved   a  loan   of  $260,750   to   the 
International   &   Great   Northern  Railway  Company  to   aid   the 


company  in  providing  itself  with  new  equipment  and  additions 
aad  betterments  to  way  and  structures  at  a  total  estimated  cost 
of  $521,500.  The  company  itself  is  required  to  finance  an  equal 
amount  to  meet  the  loan  of  the  government. 


B.  &   O.   BONDS 

Authority  to  issue  $2,782,000  of  its  refunding  and  general 
mortgage  bonds,  bearing  6  per  cent  interest,  in  reimbursement 
of  expenditures  for  extensions  and  improvements,  is  asked  by 
the  B.  &  O.  in  an  application  filed  with  the  Commission.  The 
company  also  asks  permission  to  pledge  the  bonds  from  time 
to  time  for  short-time  loans. 


COMMISSION  ACTION 

The   Traffic   World   Washington  Bureau 

The  Commission,  February  24,  in  I.  &  S.  1301,  suspended 
the  Union  Stock  Yard  and  Transit  Company  I.  C.  C.  8  and  Sup- 
plement 4  to  Lowrey's  44,  to  June  29.  The  suspended  tariffs 
propose,  March  1  and  8,  respectively,  to  increase  the  charge 
for  unloading  live  stock  from  fifty  cents  to  a  dollar  and  the 
loading  charge  from  seventy-five  cents  to  the  same  amount.  The 
tariffs  provide  for  the  absorption  of  these  charges  by  line- 
naul  carriers.  The  Commission,  in  suspending  them,  acted  on 
its  own  initiative.  The  amended  interstate  commerce  law  re- 
quires line-haul  carriers  to  bear  the  expense  of  loading  and 
unloading  live  stock,  so  it  is  a  question  whether  terminal  roads 
need  more  than  concur  in  a  live  stock  rate. 

The  Commission  voted,  February  24,  against  suspending 
tariffs  filed  by  upper  lake  ore-carrying  roads  proposing  advances 
in  rates  for  carrying  ore  from  the  mines  to  upper  lake  docks 
and  for  increasing  handling  charges  at  docks.  A  protest  was 
filed  against  the  proposed  advances.  Ore  mine  operators,  some 
time  prior  to  the  filing  of  tariffs  proposing  advances,  made 
formal  complaint  that  existing  rates  were  unreasonable  and  un- 
justly discriminatory. 

Nominally,  a  refusal  to  suspend  would  bring  the  higher 
rates  into  operation.  Lake  navigation  being  closed,  the  failure 
to  suspend  makes  no  practical  difference  now,  because  nothing 
is  moving  on  existing  rates  and  will  not  move  until  April  or 
May.  By  that  time  the  Commission  may  have  disposed  of 
formal  complaint. 

During  arguments,  February  24,  in  No.  11559,  Harlan  Coal 
Operators'  Association  vs.  the  L.  &  N.,  W.  A.  Northcutt,  for  the 
principal  defendant,  announced  that  the  L.  &  N.  had  decided 
to  change  its  policy  with  regard  to  publishing  rates  for  lake 
cargo  coal.  As  soon  as  it  can  prepare  its  tariffs  it  will  establish 
such  rates  from  eastern  Kentucky  fields,  the  same  as  from 
Kanawha  mines.  That  left  the  case  on  trial  with  no  question 
other  than  that  of  reparation  on  shipments  between  May  and 
the  filing  of  the  complaints.  Northcutt  denied  that  the  deter- 
mination to  establish  lake  cargo  coal  rates  constituted  an  ad- 
mission that  failure  to  have  such  rates,  after  the  end  of  federal 
control,  was  to  be  taken  as  an  admission  that  the  rates  under 
attack  were  unreasonable. 
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quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 


GENERAL  OFFICES: 
1337  Conway  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  III.      Cleveland,  Ohio      Kokomo,  Ind. 

We  operate  our  own  boxboard  and  strawboard  mills 
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Why  many  shipping  rooms  use  Ideal  stencil 
machines  of  different  sizes 


Stencil  marked  shipments  can  be 
handled  qutckiu  ~  they  are  eas\>  to 
check. 


PROPER  marking 
must  not  only  be 
clear  and  bold-it  must 
be  of  the  right  size.  For 
that  reason,  in  shipping 
rooms  where  goods  of 
all  sizes  are  being 
shipped,  more  than  one 
size  stencil  machine  is 
needed. 


The  size  of  the  package,  box  or  article* to  be 
marked  determines  the  size  the  ^marking 
should  be  for  easy  reading.  A  'parcel  post 
shipment  needs  a  small  address.  Freight,  ex- 
press and  export  goods  need  large  marking. 


To  meet  the  need  of  every  shipper,  the  Ideal 
Stencil  machine  has  been  made  in  three 
different  sizes.  For  exceptional  speed,  ac- 
curacy and  endurance  the  Ideal  has  demon- 
strated its  superiority  over  all  other  stencil 
machines  in  thousands  of  shipping  rooms 
here  and  abroad. 

Any  one  can  operate  the  Ideal — the  cutting 
of  the  stencil  is  a  mechanical  operation 
throughout — hands  need  not  touch  the  sheet 
until  the  stencil  is  cut.  For  your  own  satis- 
faction we  will  gladly  place  an  Ideal  at  your 
disposal  for  a  free  test.  Send  for  our  book- 
let, "Safeguarding  your  Shipments." 


Ideal   Stencil    Machine  Company 
20  Ideal  Block  Belleville,  111. 

Agents  in  all  principal  cities.      Supplies  and    service  at  each  point. 


In  less  than  a  minute  anyone 
\       can  cut  an  accurate  stencil. 


The  Ideal  is  made  in  three 
sizes — to  mark  anything. 


//(®^~^\ 

II3EAI 


U.S. 
PAT 
OFF 


ABODE  KG  H  IJ  K  I.M  N  f)  1X1 1*  8TU V WX YZ  &-X  234507  II  9.-. 
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V 

Maintenance  Records 

Tell  the  Story 

The  real  value  of  a  car  is  not  its  contract  price.  It  is  measured  by  the 
mileage  attained  and  the  time  and  money  spent  in  the  repair  shop. 

"GA"  cars  have  the  rugged  strength,  durability  and  reliability  that 
appeal  to  purchasing  agents  and  engineers  of  great  railroads  and  cor- 
porations maintaining  their  own  cars. 

Above  is  a  U.  S.  Railroad  Administration  standard,  composite,  drop- 
bottom  gondola,  with  extra  heavy  construction  throughout,  built  for  the 
Standard  Oil  Company  of  Indiana,  to  operate  on  the  Chicago  &  Alton 
Lines. 

The  Company  builds  all  types  of  cars  —  flat,  box,  gondola,  stock,  hopper 
and  specialty  cars  for  industrial  and  inter-plant  use. 

Consultation  with  the  Company's  engineering  staff  entails  no  obliga- 
tion. This  service  is  free  to  car  buyers  and  car  users  everywhere.  Write 
the  address  below. 


Subsidiary  of  the  General  American  Tank  Car  Corporation 
General  Offices:   Harris  Trust  Building,  Chicago,  U.  S.  A. 

Plant!  at:  Ea.t  Chicaco.  Ind.;  Sand  Spring!,  Okla.;  Warren,  Ohio 

Salei  Offices  :  17  Battery  Place,  N.Y.;  24  California  St.,  San  FrancUco 

Cable  Addre»:  "Centankar,  Chicaco" 

All  Code. 


476 


THE    TRAFFIC     WORLD 


Vol.  XXVII,  No.  10 


2000  Miles  in  Five  Minutes 


SEND  a  case  of  your  product  on 
this  trip.     Give  it  the  jars,  bumps,  and 
knocks  it  encounters  from  draymen,  freight 
handlers,  rough  riding  freight  cars,  the  shock 
of  quick  stopping  of  heavy  equipment,  etc. 

In  Jive  minutes  a  haul  of  2,000 

miles  is  actually  simulated  by  means  of  a 
large,  hollow,  revolving  drum  on  the  inside 
of  which  are  scientifically  constructed 
hazards  to  give  the  case  the  severest  tests  it 
would  get  in  actual  transit. 


This  is  a  new  way  to  test  your 
shipping  case — a  way  to  eliminate  many 
transportation  losses  and  damage  claims. 

It  is  but  one  of  the  methods  used 
in  an  investigation  of  the  materials  and  con- 
struction of  shipping  cases  which  is  now 
being  conducted  by  the  Container  Club. 

The  tests  are  made  at  the  Mellon 
Institute  of  Industrial  Research  at  the  Uni- 
versity of  Pittsburgh,  where  an  Industrial 
Fellowship  is  maintained,  with  full  labora- 
tory and  testing  apparatus. 


A  Free  Service 

Your  shipping  problems  can  be  solved.  We 
shall  be  glad  to  tell  you  what  is  to  be  done  in  send- 
ing sample  cases  of  your  goods  to  the  testing  labora- 
tory. Write  and  avail  yourself  of  this  free  service. 


THE  CONTAINER  CLUB 


An  Association  of  Corrugated  and  Solid  Fibre 

BOX  MANUFACTURERS 


608  South  Dearborn  Street 


Chicago,  111. 


The  Traffic  World 

ISSUED  EVERY  SATURDAY  BY 

THE  TRAFFIC  SERVICE  CORPORATION,  CHICAGO,  ILL 

(Copyright,    !92I    Fourteenth  Ye»r) 
A  working  tool  for  traffic  men.  both  industrial  and  railroad;  a  national  journal  of  transportation  news;  independent  as  between  carrier  and  shipper 
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known,  will  not  permit  themselves  to  lose  sight  of 
fundamental  principles.  We  hope  also  that  organiza- 
tions of  shippers  that  might  not  he  expected,  as  a  usual 
thing,  to  join  in  meetings  with  some  of  those  rep  re-- 
sented  among  the  signatures  to  the  call  for  this  confer- 
ence will,  nevertheless,  attend,  that  the  gathering  may 
be  as  widely  representative  as  possible.  If  all  can  agree 
on  recommendations,  so  much  the  better.  If  they  can- 
not, then  it  would  be  well  that  important  elements  in 
the  opposition  put  themselves  in  position  to  state  their 
case. 


A  CONFERENCE  OF  SHIPPERS 

A  call  has  been  issued  for  a  conference  of  shippers 
in  Chicago  March  14  to  take  action  to  relieve  present 
transportation  conditions.  We  are  in  sympathy  with 
such  a  proceeding,  if  the  gathering  is  representative  and 
broad- visioned.  There  are  plenty  of  angles  of  the  situa- 
tion to  be  considered  and  doubtless  remedial  measures 
could  be  suggested.  On  the  other  hand,  there  is  danger 
that  such  a  conference  may  proceed  from  a  narrow  point 
of  view  and  on  the  basis  of  preconceived  notions. 

AYhatever  faults  may  be  found  in  the  present  trans- 
portation law,  it  must  be  remembered  that,  no  matter 
what  the  law  might  be,  the  carriers  would  be  in  more 
or  less  trouble  now,  for  the  reason  that  business  is  bad. 
In  other  words,  they  are  suffering  from  the  same  malady 
that  affects  all  business.  Other  business  has  fallen  off 
—therefore  their  tonnage  has  fallen  off.  They  cannot 
make  money  without  business,  no  matter  what  the  law 
or  what  the  rates.  Although  it  may  be  true  that  the 
increase  in  rates  made  by  the  Commission  under  the 
new  transportation  act  has  helped  to  cut  down  the  vol- 
ume of  business,  it  still  remains  true  that  if  there  had 
been  110  increase  or  if  the  increase  had  been  only  half 
as  .ureat,  the  railroads  would  not  be  making  money. 
And  no  matter  how  much  one  may  criticise  the  valua- 
tion of  the  properties  of  the  carriers  for  rate-making 
purposes,  it  must  still  remain  true  that  if  the  valuation 
had  been  only  half  the  figure  agreed  on,  the  carriers 
would  still  be  in  a  bad  way.  All  of  which  is  to  say  that 
\\e  cannot  make  the  carriers  prosperous  by  enacting, 
repealing,  or  amending  laws.  There  must  be  business 
for  them  to  carry.  The  laws  should  permit  them  to 
charge  sufficiently  high  rates  but  should  prevent  them 
from  charging  rates  that  are  too  hi.^h. 

We  hope  some  of  the  gentlemen  whose  names  ap- 
pear in  the  call  for  this  conference  and  whose  views  on 
some  phases  of  present  transportation  problems  are  well 

477 


HORSE  SENSE  IN  TARIFF  APPLICATION 

Elsewhere  in  this  number  is  presented  a  discussion 
that  has  arisen  as  to  when  the  ten  dollar  a  day  penalty 
charge  on  lumber  cars  held  for  reconsignment  may 
rightfully  be  collected.  It  may  be  an  interesting  ques- 
tion for  the  so-called  experts  and  the  splitters  of  hairs 
—the  lovers  of  technicalities — and,  of  course,  their  hair- 
splitting becomes  a  matter  of  importance  to  those  who 
pay  the  charges,  since  they  must  abide  by  any  final  de- 
cision in  the  matter.  But  we  submit  that,  in  common 
sense  and  fairness,  there  should  be  no  question  what- 
ever, except  as  to  what  the  facts  may  be  in  a  given  case. 

Everybody  knows  that  this  penalty  charge  was  de- 
vised for  the  purpose  of  breaking  up  the  so-called  transit 
car  lumber  business,  which  was  considered  to  be  pro- 
ductive of  wastefulness  and  inefficiency  in  the  use  of 
cars  at  a  time  when  there  was  a  shortage  of  cars.  That 
phase  of  the  lumber  business  consists  in  ordering  a  car 
loaded  and  shipped  to  some  convenient  point,  though 
there  is  no  customer  for  the  car,  the  dealer  attempting 
to  find  one  while  the  car  is  in  transit  and  then  ordering 
the  car  reconsigned.  That  is  the  kind  of  transaction 
that  the  ten  dollar  penalty  was  intended  to  reach.  It 
was  not  intended  to  apply  where  a  car  of  lumber  has 
been  rejected,  for  instance,  and  is  thereupon  reshipped 
to  another  destination. 

Of  course,  we  realize  that  the  tariffs  in  force  are  to 
be  applied  according  to  their  terms  and  not  according 
to  the  general  understanding  of  the  situation  they  were 
supposed  to  reach.  But  if  these  tariffs  permit  the  col- 
lection of  the  ten  dollar  penalty  charge  on  anything  but 
the  kind  of  movement  we  have  described  as  the  object 
of  and  reason  for  their  construction,  the  carriers  should 
be  compelled  to  revise  or  withdraw  them.  They  are 
improper.  In  the  meantime,  we  advise  shippers  to  re- 
sist the  attempts  of  carriers  to  collect  the  charges  in 
cases  where  they  attempt  to  do  so,  unless  the  shipment 
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To  10,000  Industrial  Traffic  Managers 
and  Their  Assistants! 


The 
Serves 


ull 
ulfport 


orthern 
ew  Orleans 


ITS  SPECIALTY:  Dependable  Freight  Service. 

ITS  AMBITION :  To  serve  you. 

ITS  INVITATION:  To  try  the  route. 

IN  RETURN :  Courteous  treatment,  expedited 
service  and  a  personal  interest  in  your 
shipments  from  origin  to  destination. 

"THE    ROAD    OF    SERVICE" 


San  Diego  &  Arizona  Railway 

THE    SAN    DIEGO    SHORT    LINE 
Offers  a  New  Direct  Route  Between  San  Diego  and  Eastern  Cities 

This  new  line  in  connection  with  Southern  Pacific  and  its    Eastern  connections  forms  the 
shortest  transcontinental  line  to  any  California  port.     GIVE  IT  A  TRIAL. 

From  CHICAGO:  Through  package  cars  in  connection  with  Rock  Island,  El  Paso  &  Southwestern,  Southern 

Pacific,  care  S.  D.  SB  A.,  El  Centre. 

From  NEW  ORLEANS,  KANSAS  CITY,  ST.  LOUIS:  Excellent  service,  without  delay,  to  San  Diego. 
From  NEW  YORK:  Sou.  Pac.  S.  S.  Line  (Morgan  Line),  care  S.  D.  &  A.,  El  Centre. 
From  other  points:  Direct  line  to  Southern  Pacific,  care  S.  D.  &  A.,  El  Centre. 

For  information  as  to  rates,  routes,  service,  etc.,  ask  any  railway  agent,  or  address: 

t.  -Asent    SAN  DIEGO  &  ARIZONA  RAILWAY,  San  Diego,  Calif. 
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is  really  one  of  lumber  "held  for  rcconsignment"  in  the 
that  we  have  explained. 

There  may  be  eases  where  tile  carrier  siispei  ts  tin- 
good  faith  of  the  shipper.  In  Mieh  a  rase  the  carrier  is, 
perhaps,  justified  in  attempting  to  collect  the  charge, 
but  only  that  the  facts  may  be  brought  out.  The 
shipper  knows  whether  he  ought  to  pay,  the  carrier 
knows  whether  (or  rather,  under  what  conditions)  it 
ought  to  collect,  and  the  Commission,  which  can  be 
called  on  to  settle  the  dispute,  may  be  expected  to  decide 
fairly,  with  the  facts  in  mind  as  to  the  purpose  of  the 
penalty  charge. 

The  charge  itself — especially  under  present  condi- 
tions, when  cars  are  plentiful  and  business  is  poor — is 
questionable  enough  without  there  now  being  trouble 
caused  by  attempts  to  make  the  penalty  apply  further 
than  it  was  intended  to  apply. 


A  WASTE  OF  TIME 

It  is  about  time  for  some  one  to  whisper  in  the  ears 
of  shippers  that  it  is  of  no  earthly  value  for  them,  in 
any  case,  to  prove  what  Director-General  McAdoo  in- 
tended should  be  done  in  making  the  rate  advances  de- 
creed in  General  Order  No.  28.  In  many  cases  the  com- 
plainant goes  to  great  trouble  to  show  that  the  Director- 
General  did  not  intend  to  increase  each  factor  in  a  com- 
bination rate,  but  to  have  only  one  increase.  The  intent 
of  the  Director-General  is  of  no  more  importance  than 
the  intent  of  a  general  freight  agent  or  of  a  tariff  pub- 
lishing agent.  The  question,  as  the  Commission  has 
pointed  out  in  several  cases,  always  is  as  to  whether 
the  rate  is  reasonable,  non-discriminatory,  and  non- 
prejudical.  The  Commission  is  not  and  never  was 
bound  by  the  intent  of  the  President,  expressed  in  the 
orders  of  the  Director-General.  The  President,  during 
federal  control,  had  no  legislative  power  to  make  rates. 
His  only  power  was  to  file  rates  not  in  conflict  with  the 
federal  control  law  or  the  interstate  commerce  law.  The 
.  Commission's  duty,  during  federal  control,  as  before  and 
since  that  period,  was  to  say  whether  the  rate  came 
within  the  rules  laid  down  in  the  statutes.  The  only 
legal  change  in  the  filing  of  rates  during  federal  control 
was  to  combine  all  the  power  in  one  man — the  Presi- 
dent. When  he  filed  a  tariff,  his  production  became 
and  still  is  subject  to  attack  as  if  it  had  been  filed  by 
Mr.  Leland  or  any  other  tariff  filing  agent.  A  President- 
made  rate  is  no  more  sacred  than  one  filed  by  Gomph, 
<>r  Kelly,  or  Morris.  That  is  why  shippers  should  not 
devote  any  time  to  proving  the  intention  of  the  Director- 
(ieneral.  The  witness  for  the  Director-General,  as  a  de- 
fense for  the  rate  under  assault,  might  say  what  was 
the  desire  of  the  Director-General  and  why,  in  his  esti- 
mation, the  rate  was  not  in  violation  of  the  statutes. 


THE  VIEWS  OF  McADOO 

Though  not  repudiating  reports  recently  printed  of 
his  expressed  views  on  the  railroad  situation,  W.  G.  Mc- 
Adoo, former  Director-General,  has  complained  about 
the  publication  of  the  interview  on  the  ground  that  it 
was  "unauthorized."  The  fact  is  that  Mr.  McAdoo 
dropped  in  at  the  Treasury  Department  at  Washington 
and  was  talked  to  there  by  several  representatives  of 


the  press.  They  say  he  did  not  seek  to  place  any  re- 
strictions on  them  as  to  what  they  should  or  should  not 
say.  lie  knew  them  to  be  newspaper  men  and  certainly 
IK-  must  have  understood  that  they  were  not  seeking 
his  opinion  merely  that  they  might  be  able  to  tell  their 
wives  about  it  or  out  of  mere  academic  interest.  lie 
seems  to  have  forgotten  that  he  is  no  longer  a  little 
king  in  Washington  and  that  one  need  not  tread  lightly 
in  his  presence. 

So  far  as  his  views  themselves  are  concerned,  they 
are  more  interesting  than  important — interesting  be- 
cause they  come  from  a  man  who  once  mis-administered 
the  office  of  Director-General  and  unimportant  because 
he  does  not  and  never  did  understand  the  subject  he  is 
discussing.  He  used  his  power  as  Director-General  to 
prepare  the  way  for  his  nomination  and  election  to  the 
presidency,  and  he  failed,  both  in  the  office  he  held  and 
in  seeking  the  one  he  desired.  Nevertheless,  the 
dissemination  of  his  views  in  the  public  press  may  have 
considerable  influence  for  evil  in  the  present  trying  situa- 
tion. They  can  have  no  influence  one  way  or  the  other 
on  readers  of  The  Traffic  World,  who  were  thoroughly 
vaccinated  against  his  doctrines  when  he  was  running 
the  railroads. 

The  press  reports  quoted  him  to  the  effect  that  gov- 
ernment ownership  was  the  only  solution  of  the  rail- 
road problem.  He  was  quoted  as  saying  the  following 
with  regard  to  the  guaranty,  which  he  characterized  as 
a  "gratuity :" 

"The  American  people  were  baited  to  establish 
these  funds  for  the  railroads.  It  is  folly  to  make  the 
American  people  give  the  railways  a  6  per  cent  return 
upon  fixed  valuations  which  do  not  represent  the  service 
performed.  Adequate  rates  for  adequate  service  per- 
formed should  be  the  standard. 

"Higher  rates  mean  less  business  handled.  Rates 
should  be  maintained  that  will  act  as  a  stimulus  to  in- 
dustry, rather  than  a  curb.  For  instance,  some  indus- 
tries in  New  England  arc  unable  to  compete  with  simi- 
lar industries  in  other  parts  of  the  country  and  are  be- 
ing run  out  of  business  by  the  present  railroad  rates." 

He  also  was  quoted  as  saying  that  the  railroads 
"are  wading  into  the  U.  S.  Treasury  for  all  they  can 
get,"  and  that  they  would  not  be  stopped  until  the 
American  people  were  awakened  and  forced  measures 
to  stop  them. 

"Maybe  by  that  time  the  people  will  have  become 
wise  and  will  themselves  take  a  hand  in  running  the 
roads,"  he  said,  in  reply  to  a  question  as  to  what  the 
roads  would  do  when  they  could  get  no  further  aid  from 
the  government.  He  said  that  whether  or  not  the  rail- 
roads earned  6  per  cent  they  would  have  to  pay  the  mar- 
ket price  for  labor  as  they  did  for  materials  and  sup- 
plies. 

Altogether,  his  utterance  was  about  as  statesman- 
like as  some  of  his  acts  when  he  was  Director-General. 


ANN    ARBOR    BONDS 

Authority  to  repledge  from  time  to  time  $2,500,000  of  its  im- 
provement and  extension  mortgage  bonds  as  security  for  loans 
and  notes  is  asked  by  the  Ann  Arbor  Railroad  Company  in  a 
petition  filed  with  the  Commission. 
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PRIVATE  CAR  DECISION 


printed  in  full  the  decision  of  the  Supremo  Court 
of  nnolH  in    he  case  of  Gustafson  et  al.  vs.  Michigan _  Centra 
Rail  road   Company.     This  decision  is  unique  in  that  the  court 
awards  the  owners  of  a  private  tank  "per  diem  damages"  far  in 
of  what  the  car  owners  asked  of  the  Commission  in  the 
private  car  line  case     While  the  courts  of  other  states  are  not 
ob   gated  to  follow  this  decision,  it  seemingly  follows  a  well  de- 
construction  of  the  law  of  damages.     Private  car  owners 
whos/opera"ion8  have  been  hampered  by  the  delayed  movement 
of  their  equipment,  s,o  in  .his  decision  relief  from  such  condi- 
tions This  announced  principle  supplies  the  incentive  to  prompt 
novpnient  of  privately  owned  cars  of  every  type. 

•The  injustice  of  straight  mileage  compensation  was  urged 
by  the  owners  and  partially  recognized  by  the  Commission  in 
the  private  car  line  case,"  said  a  well  known  shipper,  in  «a 
cussing  the  Illinois  decision.  "The  decision  which  directed  the 
prompt  return  of  such  cars  was  helpful,  but  soon  forgotten  by 
many  of  the  operating  officials.  While  the  fair  rental  value  of 
these  cars  will  not  compensate  the  shipper  when  in  urgent  need 
of  them,  the  general  application  of  the  principle  would  stimulate 
the  building  of  equipment  and  I  am  sure  would  inevitably  result 
in  its  more  expeditious  handling." 

Gustafson  et  al  vs.  Michigan  Central  R.  R.  Co. 

(No.  13533.) 

(Supreme  Court  of  Illinois.     December,   21,   1920.     Rehearing   Denied 
February  3,  1921.) 

1  Carriers— 40— Not  required  to  furnish  tank  cars.    A  common  carrier 

Is  not  required  to  furnish  tank  cai-s  to  shipper. 

2  Carriers-44— Railroad  held  liable  for  unreasonable  delay  in   return 

of  empty  tank  cars.  Railroad  was  liable  for  negligence  in  un- 
reasonably delaying  empty  tank  car,  though  ^6^  tariffs  filed 
with  Interstate  Commerce  Commission  specified  compensation  to 
be  made  by  railroad  to  shipper  or  owner  for  use  of  tank  cars  at 
specified  rate  per  mile;  such  tariff  having  reference  to  railroads 
•t£e  of  car  and  not  to  unreasonable  delay  In  return  thereof  and 
the  authority  of  the  Interstate  Commerce  Commission  not  ex- 
tending to  claims  for  unreasonable  delay. 

3.  Commerce— 85— Interstate  Commerce   Commission   has  no   jurisdic- 
tion over  claims  for  delay,  etc.     Interstate  Commerce  Commiss  on 
has  no  Jurisdiction  over  claims  arising  from  loss,  damage  or  delay 
In  transit;  such  claims  being  cognizable  in  the  courts. 
Appeal  from  Second  Branch  Appellate  Court,  First  District,  on  Appeal 

from  Municipal  Court  of  Chicago;  Howard  Hayes,  Judge. 
Action  by  C.  A.  Gustafson  and  other  against  the  Michigan  Central 
R.  R.  Co.   Judgment  for  plaintiffs  was  affirmed  by  the  Appellate  Court, 
and  defendant  appeals.    Affirmed. 

Winston,  Strawn  &  Shuw,  of  Chicago  (Silas  H.  Strawn  and  Frank 
H.  Towner,  both  of  Chicago,  of  counsel),  for  appellant. 

Alden,  Latham  &  Young,  of  Chicago  (Charles  Martin,  of  Chicago, 
of  counsel),  for  appellees. 

\1i:K.  J.  This  Is  an  appeal  from  a  judgment  of  the  Appellate 
Court  affirming  a  Judgment  of  the  Municipal  Court  of  Chicago  against 
appellant  of  $180  for  damages  to  appellees  resulting  from  the  negli- 
gence of  appellant  in  unreasonably  delaying  the  return  to  appellees  at 
dishing,  Okla.,  of  an  empty  tank  car.  Appellees  were  engaged  in  the 
oil  business  at  dishing  and  shipped  a  tank  of  oil  in  a  tank  car  fur- 
nlshod  by  themselves  to  the  Ford  Motor  Co.  at  Detroit,  Mich.  After 
the  oil  was  delivered  and  the  car  was  on  Its  return  trip  it  was  delayed 
In  Joliet,  111.,  a  period  of  18  days.  The  action  was  brought  for  negli- 
gently delaying  the  car  for  .said  period,  appellees  claiming  they  were 
damaged  to  the  extent  of  the  rental  value  of  the  car,  which  was 

: nablj      WOrth     |1 >•    day.        I"     a     Irial     l'\     jury     a     vercliet     was 

relumed  in  appellee's  favor  for  $180,  upon  which  court,  after  over- 
ruling motions  for  a  new  trial  and  in  arrest  of  judgment,  rendered 
Judgment.  The  Appellate  Court  affirmed  the  Judgment  and  granted  a 
certificate  of  importance  and  an  appeal  to  this  court. 

Al  the  close  of  appellees'  evidence,  and  again  at  the  close  of  all 
the  cviclnic •!•.  appellant  moved  the  court  to  direct  a  verdict  in  its 
favor,  which  motions  were  overrruled. 

No  question  Is  here  raised  as  to  the  correctness  of  the  finding 
that  appellant  was  guilty  of  the  negligence  charged  or  that  appellees 
wen  ilamaKfd  to  tin'  amount  allowed  if  appellees  were  entitled  to 
recover  for  negligence  at  common  law.  The  only  contention  of  appel- 
lant here  Is  that  the  provisions  of  the  tariffs,  which  were  offered  in 
evidence  as  defendant's  Kxhibit  -'.  are  controlling,  and  in  no  event 
could  a  recovery  In-  had  In  excess  of  the  amount  therein  specified. 

On  the  trial  the  appellant  offered  in  evidence  the  official  classifi- 
cation of  appellant's  freight  tariffs,  which  were  properly  certified,  and 
filed  with  thi'  Interstate  Commerce  Commission  and  were  in  force 
when  the  alleged  Injury  occurred.  Rule  29  of  the  official  Classifica- 
tion provides  that  the  carrier  does  not  assume  any  obligation  to 
furnish  tank  cars  that,  when  such  cars  are  furnished  by  the  shipper 
or  owner,  mileage  at  the  rate  of  three-fourths  of  a  cent  per  mile  will 
be  allowed  for  the  use  of  such  tank  cars,  loaded  or  empty,  provided 
they  are  properly  equipped.  The  court  sustained  the  objection  of 
appellees  to  this  evidence  and  it  was  not  received.  Appellant  also 
offered  an  Instruction  that  the  official  classification  and  tariffs  of 
appellant  were  valid  and  binding  on  appellees,  and  that  In  no  event 
could  there  be  a  recovery  in  excess  of  three-fourth  of  a  cent  for  each 
mile  traveled  by  the  car  of  appellees  while  upon  appellant's  rails. 
This  Instruction  was  refused,  and  the  rulings  of  the  court  in  refusing 
It  and  refusing  to  admit  In  evidence  appellant's  Exhibit  2  present  the 
question  raised  on  the  record. 

(1-3)     A  common  carrier  is  not  required  to  furnish  tank  cars  to 
shippers.     United  States  vs.   Pennsylvania   R.   R.   Co.,   242   U.   S    208 
377  Sup.  Ct.  95,  51  L.  Ed.  251.     Such  cars  ,as  a  rule  are  furnished  bv 
companies   organized    for   that    purpose,    who    sell    or   lease    them    to 
shippers.     The  car  In   question  was  leased  to  appellees.     Appellant's 
position  Is  that  under  acts  of  Congress  the  Interstate  Commerce  Com- 
mission has  sole  Jurisdiction  over  the  amount  of  compensation  to  be 
paid  by  a  carrier  for  the  use  of  a  privately  owned   car;   that  in  this 
•aKe   three-quarters  of  a  cent  per  mile  has   been   determined   by   the 
tteritate  Commission  to  be  the  amount  that  should   he  paid  for  the 
s   of  appellee's  cur,    and   appellant   has   no   authority    to   pay   more 
"cj'e  premises  It  Is  contended  sole  Jurisdiction  over  the  amount  to 
I-  paid  Is  In  the  Interstate  Commerce  Commission,  and  that  If  ar/pel- 
i-sof  opinion  the  classification  and  tariffs  now  in  force  do  not  afford 
protection    against    a    loss    occurring    as    In    this    case    they 

m  nf         S?immi    '?"   for   r''lU'fu     U   '"  "PPe'lnnt's   theory   that 
f  appellee*  Is   for  use  of  their  cnr,   and   that  thev  cannot 


maintain  an  action  in  the  courts  for  a  breach  of  its  common-law 
duty  but  the  compensation  for  use  is  under  the  exclusive  control  of 
the  Interstate  Commerce  Commission.  Counsel  say  in  their  brief: 

"Assuming  that  there  was  negligence  of  appellant  s  agents  caus- 
ing the  delay  to  this  car  and  a  resulting  damage  to  appellees,  there 
is  still  no  authority  in  law  for  the  trial  court's  disregard  of  appel- 
lant's published  tariff,  which,  while  it  does  not  specifically  provide 
for  a  case  of  this  kind,  nor  can  it  do  so,  does  say  exactly  what  will 
be  paid  by  appellant  in  cases  where  a  private  owner's  cars  are  usefl 

*  The  claim  of  appellees  Is  admittedly  not  for  anything  which  is  or 
could  be  provided  for  in  appellant's  published  tariffs.  It  would  seem 
to  necessarily  follow  that  the  claim  is  not  for  use  of  the  car,  for  com- 
pensation for  Its  use  can  be  and  is  provided  for  in  the  tariffs, 
damage  sued  for  is  not  compensation  for  use  of  the  car,  but  for 
negligently  allowing  it  to  remain  In  Joliet  for  several  days  on  the 
return  trip  during  which  time  the  car  was  not  in  use  by  appellant 

The   compensation    for  use   of  cars   provided    for   by   the.    put. 
tariffs  is  only  for  the  use  in  moving  the  car,  for  the  schedules  provide 
only    for    a    mileage    basis.      It    would    be    impossible    to    compensaf 
appellees  for  the  negligent  detention  of  their  car  in  Joliet  on  a  mile; 
basis,    for   during   the    time   it   was   detained   it   was   presumably 
moved    a    mile,    and    counsel    say    in    their    brief    appellant    haa    p 
appellees  the  tliree-fourths  of  a  cent  per  mile  for  every  mile   the  c 

Inivelell     "H      it-      return      Mlo\elMellt  The      I  n  I  e  rtit  .-|  t  e     C '( II I  Illlelve     ( 'o 

mission  had  no  authority  under  the  acts  of  Congress  to  make  a 
provision,  in  establishing  and  approving  or  damage  as  is  here  claime 
and  It  did  not  attempt  to  do  so.  Either  appellees  had  their  right  ol 
action  in  the  courts  to  recover  of  appellant  or  they  were  without  any 
remedy.  It  certainly  cannot  be  the  law  that  a  carrier  may  negli- 
gently keep  and  detain,  without  using  it  in  hauling,  a  car  belonging  to 
and  furnished  by  the  shipper,  for  a  month,  for  six  months,  or  even 
longer,  causing  thereby  substantial  damage  to  the  owner,  without 
incurring  any  liability  to  the  owner  of  the  car.  The  Interstate  Com- 
merce Commission  has  correctly  held  that  its  Jurisdiction  over  claims 
for  reparation  does  not  extend  to  claims  arising  from  loss,  damage, 
or  delay  in  transit;  that  such  claims  are  cognizable  in  the  courts. 
Atlas  Portland  Cement  Co.  vs.  Lehigh  R.  R.  Co.,  32  Interst.  Co.  R.  4S7; 
Blume  vs.  Well  Fargo  &  Co.,  15  Interst.  Co.  R.  52. 

It  appears  from  the  briefs  of  counsel  that  the  question  hen 
involved  has  not  heretofore  been  decided  by  any  federal  or  state  court. 
Reference  is  made  to  the  report  of  a  master  In  chancery  In  Guaranty 
Trust  Co.  of  New  York  vs.  Missouri  Pacific  Ry.  Co.,  then  pending  In 
the  United  States  District  Court  for  the  Eastern  District  of  Missouri, 
that  the  only  compensation  the  owner  of  a  private  car  is  enitled  to 
receive  is  that  provided  in  the  tariff,  and  that  judgment  of  the  Dis- 
trict Court  was  affirmed,  on  appeal,  by  Judge  Hook  without  an 
opinion.  It  is  by  no  means  clear  whether  the  claim  for  damages  was  a 
per  diem  allowance  in  lieu  of  tariff  mileage  allowance  where  the  car 
was  moved  otherwise  than  in  accordance  with  the  owner's  instruc- 
tions or  whether  it  was  for  unreasonably  detaining  the  car.  \\ V  an 
of  opinion  that  the  principles  announced  in  Pennsylvania  R.  R.  Co.  v«. 
Puritan  Coal  Mining  Co.,  237  U.  S.  121.  35  Sup.  Ct.  484,  5»  U  Ed.  867, 
and  Galveston,  Harrisburg  &  San  Antonio  Ry  Co.  vs.  Wallace.  223 
U.  S.  481,  32  Sup.  Ct.  205,  56  L.  Kd.  516,  are  applicable  here.  Much 
more  might  be  said  by  way  of  argument  and  illustration,  but  we 
believe  it  could  serve  no  purpose  to  further  extend  this  opinion. 

It  follows  from  what  we  have  said  that  in  our  opinion  the  trial 
court  did  not  err  in  refusing  to  admit  appellant's  Exhibit  2  in  evi- 
dence, nor  in  refusing  to  direct  a  verdict,  nor  In  refusing  appellant's 
instruction  above  referred  to. 

The  judgment  of  the  Appellate  Court  is  affirmed. 

Judgment  affirmed. 


CONSTRUCTION  PETITION  DENIED 

The  Traffic  World   Washington  Bureau 

An  application  of  the  Uvalde  &  Northern  Railway  Company 
for  authority  to  construct  in  Uvalde  and  Real  counties,  Texas, 
a  line  of  railroad  approximately  37  miles  long  from  Uvalde 
Junction,  about  92  miles  west  of  San  Antonio,  and  thence  in  a 
northerly  direction  to  a  point  in  Real  County,  has  been  denied  j 
by  the  Commission. 

The  Commission  said  there  was  a  large  area  north  and  west  I 
of  San  Antonio  not  now  served  by  any  railroad  and  which  Hie 
proposed  road  would  serve.  The  population,  however,  in  the 
territory  is  sparse  and  the  rainfall  is  light  with  the  result  that 
very  little  agriculture  is  carried  on.  The  live  stock  industry, 
however,  is  well  established  in  the  region,  the  Commission  said. 
and  the  applicant  urged  that  the  road  should  be  built  to  serve 
the  live  stock  industry  and  also  lumbering  interests. 

The  Commission  said  it  appeared  that  the  chief  motive  for 
the  building  of  the  line  was  to  handle  the  timber  and  that 
without  the  expected  tonnage  from  that  source  there  was  nothing 
in  the  record  to  indicate  a  reasonable  hope  of  the  development 
of  a  sufficient  volume  of  traffic  in  the  territory  to  pay  a  return 
on  the  investment  or  even  enough  to  pay  operating  expenses. 

"If  it  should  not  do  so,"  the  Commission  said,  "the  only  rr- 
course  would  be  the  abandonment  of  operations  which,  of  course. 
would  seriously  prejudice  the  interests  of  communities  and  indi- 
viduals that  might  establish  themselves  in  the  region  becaus' 
of  the  existence  of  this  means  of  transportation.     We  can   not 
find  in  this  record  that  degree  of  assurance  of  a  reasonably  suc- 
cessful enterprise  which  would  warrant  the  issuance  of  a  cer- 
tificate  of   public    convenience    and    necessity.      We   express    no 
opinion  regarding  the  feasibility  of  operating  the  proposed  line 
of  railroad  as  a  private  plant  facility.     If  the  record  now  before  I 
us  is  not  as  clear  as  it  can  be  made,  and  the  applicant  should  ' 
desire  to  supplement  the  showing  made,  an  early  opportunity  to 
do  so  will  be  afforded." 


W.  &  L.  E.  NOTES 

The  Wheeling  &  Lake  Erie  Railway  Company  has  applied 
to  the  Commission  for  authority  to  pledge  as  collateral  secunl\ 
for  notes  which  may  be  issued  from  time  to  time  for  short-term 
loans,   any   bonds,   stocks  or  securities   which   may   be  held   by! 
the  company  in  its  treasury. 


h  r,.  i  in;  i 
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Current  Topics 

in  Washington 


Optimism  in  Washington. — A  center  for  the  radiation  of 
optimism  ilia)  is  what  \YiishiiiK<ton  IIHB  been  for  more  than  a 
week.  Seven  days  ago  the  men  who  feel  certain  President 
Harding  will  call  on  them  to  help  put  the  ship  of  state  on  an 
even  \« •< -\  began  coming  to  Washington,  not  necessarily  to  ask 
ihe  new  president  lor  jobs,  but  to  be  so  near  at  hand  when  he 
calls  them  that  there  will  be  no  loss  of  time.  The  inauguration. 
imple  as  to  be  painful  to  Washington  tradesmen,  added 
.something  to  the  stock  of  optimism.  Kven  the  outgoing  office- 
holders contributed  to  the  good  feeling,  especially  those  who  had 
made  arrangements  to  stay  in  Washington  instead  of  returning 
to  the  old  home  town  to  take  up  whatever  remnants  of  their 
business  might  be  salvaged.  For  the  time  being,  the  disagree- 
able tilings,  such  as  Yap  and  Mesopotamia,  were  far  removed 

i  the  picture.  The  fact  that  every  day  the  country's  expenses 
are  greater  than  its  revenues  worried  no  one  the  week  of  Hard- 
ing's  induction,  except,  possibly,  some  of  the  professional  sym- 

uzers  in  the  capitol.  Whether  justified  or  not,  the  feeling 
in  Washington  now  is  that  the  coming  of  Harding  into  actual 
power  will  constitute  the  turning  point,  as  partisans  of  McKin- 
ley  and  Harding  insist  McKinley's  inauguration  was.  The  fact 
that  this  country,  as  a  result  of  the  world  war,  was  changed 

a  a  debtor  to  a  creditor  nation  did  not  worry  even  the  ardent 
protective  tariff  men,  who,  in  recent  days,  may  have  wondered 
how  their  policy  of  excluding  foreign  goods  would  affect  the 
deh!  paying  ability  of  Europe.  Even  the  fact  that  European  na- 
tions, in  combination,  appear  to  be  doing  what  they  can  to  make 
readers  of  American  newspapers  unhappy,  was  like  a  vanishing 
Cinema.  Those  who  have  suggested  that  the  country  would  be 
in  good  condition  again  if  the  government  could  only  pay  the 
McAdoo  and  Hines  bill  for  the  experiment  in  government  opera- 
tion of  railroads,  forgot  their  panacea,  for  the  time  being.  In 
oilier  words,  Washington  had  a  normal  inauguration  week,  not- 
withstanding that  Harding's  cancellation  of  the  elaborate  plans 
for  his  induction  had  cast  the  city  into  deep  gloom.  The  man 
with  the  badge  showing  whence  he  came  was  in  the  public  eye, 
but  not  so  numerously  as  formerly;  there  were  bands,  though 
not  as  many  as  when  Woodrow  Wilson  came  in  eight  years  be- 
fore; and  there  were  soldiers  lining  the  street,  to  keep  order, 
but  not,  as  in  Lincoln's  time,  to  prevent  someone  taking  a  shot 
at  the  incoming  President.  It  was  an  inauguration  the  like  of 
which  not  one  of  the  present  generation  had  seen,  but,  notwith- 
standing the  local  disappointment  over  the  lack  of  ceremony, 
the  spirit  pervading  was  that  of  optimism. 


The  Burlington  Bond  Decision. — Tin-  ('oiiinilnnlon'K  much  di- 
vided opinion  on  Ihe  Burlington's  application  for  authority  to 
Issue  what,  in  effect  would  he  a  stock  and  bond  dividend  seems 
to  he  regarded  by  the  general  public  as  a  slap  at  the  financiers. 
There  are  some,  however,  who  regard  It  as  one  of  the  bent 
things  ever  done  by  a  public  body,  because  it  in  a  recognition 
by  an  overwhelming  majority  that  a  corporation  has  Ihe  right 
lo  distribute  surplus,  In  the  form  of  a  stock  dividend,  at  least. 
The  Supreme  Court  has  been  savagely  critlcl/.ed  for  saying  that 
no  income  tax  need  be  paid  on  income  received  in  the  form  of 
slock,  unless  or  until  the  recipient  of  the  stock  sejls  it  for 
mone\  that  is,  until  he  converts  the  dividend  Into  a  definite 
sum  of  money,  Instead  of  an  indefinite  share  In  the  property 
of  the  company,  which  may  or  may  not  be  converted  into  as 
many  dollars  as  are  written  on  the  face  of  the  piece  of  paper. 
That  decision,  it  has  been  suggested,  is  a  recognition  that,  until 
the  money  is  actually  taken  out  of  the  property,  there  is  no 
income  from  the  investment.  The  decision  of  the  Commission  in 
the  Burlington  case,  it  likewise  has  been  suggested,  is  a  recogni- 
tion that  if  stockholders  of  a  company  do  not  take  all  that  Is 
earned  in  any  year  or  in  any  number  of  years,  they  do  not  lose 
the  right  to  take  the  income  at  some  other  time,  or  leave  it 
forever  invested  in  the  improvements  or  betterments,  created 
by  the  money  which  they  might  have  taken  when  it  was  earned, 
instead  of  putting  it  into  a  surplus  for  a  rainy  day.  The  Com- 
mission pointed  out  that  the  money  earned  by  the  Burlington, 
and  which  went  into  its  surplus,  was  earned  under  rates  estab- 
lished or  regulated  by  state  and  federal  authority,  and  therefore, 
presumed  to  be  reasonable,  especially  inasmuch  as  they  were  no 
higher  than  the  rates  of  other  railroads  in  its  neighborhood — 
the  Chicago  Great  Western,  Rock  Island,  and  Milwaukee,  for 
instance. 


Shipping  Board  and  Commission  Appointments. — One  thought 
that  seems  to  be  general  is  that  President  Harding  will  give 
early  attention  to  the  appointment  of  men  to  the  Interstate  Com- 
merce Commission  and  the  Shipping  Board.  The  members  of 
those  bodies  whose  nominations  failed  of  confirmation  went  out 
of  office  at  noon  of  March  4,  which,  in  an  official  sense,  was 
the  end  of  March  3.  To  the  members  who  served  under  recess 
appointments  by  President  Wilson,  other  recess  appointments 
could  not  be  given  by  him  for  terms  beginning  with  March  4, 
for  on  that  day  Mr.  Wilson  was  not  President.  The  work  of 
the  two  bodies  has  gone  forward  just  as  if  the  recess  appointees 
had  been  confirmed.  The  courts  recognize  de  facto  appointments 
and  service.  They  are  not  concerned  with  the  question  whether 
the  appointments  -were  made  in  strict  conformity  with  what 
may  be  regarded  the  rule  governing  a  President  in  making  ap- 
pointments. They  have  taken  the  view  that  the  rights  and  prop- 
erty of  citizens  are  not  to  be  placed  in  Jeopardy  by  the  squabbles 
between  government  officials  or  even  between  officials  and  Con- 
s.  In  the  Wilson  administration  the  Supreme  Court,  by  one 
of  iis  decisions,  broke  down  the  old  distinction  between  an  offi- 
cial and  a  member  of  Congress  by  holding  that,  in  effect,  a 
member  of  Congress  is  an  official  of  the  United  States.  Until 
that  time  the  term  "official  of  the  United  States"  was  regarded 
as  describing  one  employed  by  the  government,  or  holding  an 
executive  position,  rather  than  all  persons  in  the  executive,  legis- 
lative and  judicial  branches  of  the  government.  But  the  exist- 
ence of  even  a  shadowy  question  about  the  right  of  a  member 
of  either  the  Commission  or  the  Shipping  Board  to  hold  the  office 
is  not  regarded  as  a  healthy  state  of  affairs.  Inasmuch  as  Mr. 
Harding  is  supposed  to  be  strong  for  normalcy,  he  is  expected 
to  take  early  action.  Anybody's  guess  as  to  probable  appointees 
is  as  good  as  anybody  else's  because,  beyond  John  J.  Esch,  it 
is  believed  the  new  President  has  made  no  decision.  While 
there  was  talk  from  St.  Augustine  that  J.  C.  Davis,  now  general 
counsel  for  the  Railroad  Administration,  would  be  made  Director- 
General  in  succession  to  John  Barton  Payne,  the  basis  for  that 
talk  is  not  generally  known  in  Washington.  There  is  no  such 
defiite  speculation  about  Shipping  Board  memberships. 


Aitchison  as  Conductor  and  Director. — Before  he  returns  to 
Portland,  his  home  city,  it  may  be  desirable  for  Commissioner 
Aitchison  to  dispatch  to  Oregon  a  flag  of  truce  and  inquire 
whether  It  would  be  safe  for  him  to  come  home.  This  is  the  why 
of  that  situation:  Aitchison  is  a  musician.  Several  months  ago 
a  chorus  was  organized  among  the  employes  of  the  Commission. 
Two  days  before  Harding  took  the  oath  of  office  the  chorus  gave 
a  concert.  Aitchison  is  the  conductor.  Some  of  his  friends 
wrote  something  for  the  Washington  papers  about  the  forthcom- 
ing concert.  To  show  what  quality  of  training  the  chorus  had 
had  they  said  that  Aitchison  had  been  conductor  of  the  Apollo 
Club  of  Portland,  one  of  the  finest  musical  organizations  on  the 
Pacific  coast.  But  Aitchison  never  was  the  conductor  of  that 
organization.  He  was  merely  a  director  of  the  club  corporation. 
Director  and  conductor  are  used  interchangeably  by  many  folks 
in  speaking  of  the  leader  of  a  musical  organization.  But  out  in 
Portland,  where  they  think  the  Apollo  Club  is  about  the  finest 
ever,  they  may  not  know  that  fact. 


War  Laws  Repealed. — One  of  the  last  things  the  two  houses 
of  Congress  did,  before  the  end  of  the  session,  was  to  adopt  a 
joint  resolution  repealing  practically  all  the  war  laws  placing 
autocratic  powers  in  the  hands  of  the  President.  Laws  exempted 
from  the  terms  of  the  repealing  measure  are  the  liberty  bond 
laws,  trading-with-the-enemy  act,  and  the  act  creating  the  War 
Finance  Corporation.  The  Lever  law,  part  of  which  was  de- 
clared unconstitutional  a  few  days  before,  is  the  most,  prominent 
of  the  measures  mentioned  for  repeal  by  that  resolution.  Under 
it  the  food  and  fuel  administrations  were  erected.  Those  organ- 
izations, many  shippers  probably  will  remember,  were  the  ones 
that  set  aside  provisions  of  freight  tariffs  without  giving  them 
a  chance  to  be  heard.  Under  It  the  minima  on  sugar,  grain,  and 
other  heavy  loading  products  were  increased  and  the  distribu- 
tion of  coal  was  regulated  by  the  zoning  rules.  Under  It,  also, 
profiteers  were  prosecuted.  The  Supreme  Court  said  that  that 
part  was  unconstitutional  because  there  was  no  definite  standard 
as  to  what  constituted  profiteering.  It  is  fundamental  in  Anglo- 
Saxondom  that,  before  a  citizen  may  be  put  in  jail,  he  must  know 
exactly  what  he  has  been  forbidden  to  do.  The  Lever  law  pre- 
scribed no  such  definite  standard  as  to  what  constituted  a  law- 
ful and  what  amounted  to  an  unlawful  profit.  That  lack  of  defi- 
niteness  is  what  the  court  condemned.  It  did  not  presume  to 
say  that  profiteering  should  not  be  punished.  All  it  said  was 
that  Congress  had  done  its  work  in  such  a  slovenly  manner  that 
no  man  could  know  definitely  when  he  was  profiteering.  Con- 
science is  not  a  guide  in  the  application  of  a  criminal  statute,  be- 
cause It  is  admitted  that  the  consciences  of  some  men  are  minus 
quantities,  while  others  have  consciences  so  hyper-sensitive  that 
they  are  unjust  to  themselves.  If  it  had  said  that  a  profit  of 
more  than  50  per  cent  on  food  would  be  profiteering  in  wholesale 
transactions  it  would  not  have  been  held  unconstitutional,  be- 
cause that  would  have  been  a  mark  discernible  to  the  man  whose 
conduct  was  being  regulated.  A.  E.  H. 

ANN  ARBOR  R.  R.  LOAN 

The  Treasury  Department  has  announced  the  payment  of  a 
loan  of  $250,000  to  the  Ann  Arbor  Railroad  Company  which  was 
recently  approved  by  the  Commission. 
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A  QUESTION  OF  RECONSIGNMENT 
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Another  storm  about  reconsignment  appears  to  be  in  the 
making,  especially  on  that  phase  of  it  created  by  the  Provision 
"or  thf  imposition  of  a  penalty  of  $10  on  lumber  "held  for  re- 
consignment."  The  carriers,  apparently  are  not  uniform  in  their 
practice  under  that  part  of  the  Fairbanks  tariff  Some  hold 
that  when  a  new  destination  is  found  for  a  car  of  lumber  after 
rejection  at  the  original  billed  destination,  the  car  has  been 
held  for  reconsignment,  and  apply  the  Fairbanks'  tariff.  Others 
take  the  view  that  the  forwarding  of  such  a  car  constitutes  a 
re-shipment,  and  apply  only  the  rates  of  demurrage  that  would 
accrue  had  it  been  loaded  at  the  point  of  rejection  and  held  for 

H  is  considered  not  at  all  improbable  that  attack  will  be 
made  on  the  practice  of  some  carrier  that  insists  on  imposing 
the  penalty  on  a  car  forwarded  after  rejection,  basing  its  in- 
sistence on  a  contention  that  the  car  was  held  "for  reconsign- 
ment"  although  it  is  well  known  that  the  penalty  charge  was 
devised  to  break  up  the  practice  of  sending  cars  to  a  point  like 
Minnesota  Transfer  and  then  giving  order  for  final  disposition 
after  a  satisfactory  market  had  been  found,  and  was  not  in- 
tended by  its  originators  to  be  a  charge  on  the  consignor  whose 
vendee  had  rejected  a  shipment,  or  who  had  become  bankrupt 
while  the  car  was  in  transit. 

But,  as  in  the  case  of  a  statute,  it  has  been  suggested,  the 
intention  of  the  framers  of  the  tariffs  involved  must  be  ascer- 
tained from  the  language  employed.  In  other  words,  the  inten- 
tion of  the  carriers  is  to  be  ascertained  from  their  tariffs  and 
not  from  what  somebody  concerned  in  the  framing  of  them  may 
say  was  the  intention,  unless  the  utterance  was  endorsed  or 
used  by  a  committee  appointed  to  handle  the  subject.  The  rule 
is  the  same  as  with  regard  to  debates  in  Congress.  The  utter- 
ance of  one  man,  even  if  it  can  be  shown  he  was  part  of  the 
majority  that  passed  the  bill,  is  of  no  value,  because  all  the 
others  might  have  disagreed  with  him,  although  their  disagree- 
men  was  not  voiced.  The  report  of  a  committee,  on  which  the 
action  of  the  body  enacting  the  statute  was  based  is  of  some, 
but  not  controlling,  weight. 

W.  H.  Chandler,  president  of  the  National  Industrial  Traffic 
League,  as  the  manager  of  the  transportation  bureau  of  the  Bos- 
ton Chamber  of  Commerce,  has  had  some  correspondence  with 
the  Commission  on  the  subject.  The  matter  was  also  treated 
in  the  Questions  and  Answers  column  of  The  Traffic  World, 
January  22,  1921.  The  two  views  which  may  be  expected  to 
come  into  a  clash  in  a  formal  case  before  the  Commission  may 
be  ascertained  from  a  reading  of  the  correspondence  and  the 
question  and  answer  in  The  Traffic  World. 

In  behalf  of  the  contention  that  a  rejected  car  may  be  held 
to  be  subject  to  the  penalty,  the  Commission's  decision  in  the 
big  reconsignment  case  (47  I.  C.  C.  633),  may  be  cited  to  show 
that,  even  when  a  shipment  is  subjected  to  a  combination  of 
rates  to  and  from  the  point  of  reforwarding,  it  may  be  held 
to  be  reconsigned.  In  that  case  the  Commission,  it  has  been 
suggested,  came  as  near  trying  to  overrule  the  Supreme  Court 
of  the  United  States  as  any  administrative  body  ever  did.  The 
Commission  holding  in  that  case,  to  many,  seemed  to  be  that, 
before  a  shipper  can  reforward  a  car,  he  must  take  physical 
possession  of  the  lading,  and,  possibly,  transfer  it  to  another. 
That  seemed  to  be  in  direct  opposition  to  the  Supreme  Court's 
decision  in  the  Davenport  reconsignment  case  (C.  M.  &  St.  P. 
vs.  Iowa,  233  U.  S.  234),  in  which  the  carrier  contended  that  it 
was  under  no  obligation  to  forward  a  carload  of  coal  received 
by  the  company  that  desired  to  forward  it,  from  mines  in  Illinois 
to  interior  Iowa,  on  an  interstate  rate.  The  railroad  desired  to 
protect  the  interstate  rate  and  as  a  method  for  doing  that,  in- 
sisted that  the  coal  must  be  unloaded  and  re-loaded.  The  Su- 
preme Court  disagreed  with  that  view. 

It  is  admitted  by  those  who  have  discussed  the  matter  that 
if  it  could  be  shown  conclusively  that  the  further  movement, 
after  rejection,  was  re-shipment,  the  penalty  charge  could  not 
be  imposed.  But  what  is  a  re-shipment,  is  one  of  the  questions 
that  immediately  arises.  In  the  big  reconsignment  case,  the 
shippers  contended  that  the  movement  from  the  Ohio  River  con- 
stituted re-shjpments  on  the  local  rates  beyond.  The  Commis- 
sion, however,  held  that  they  were  reconsignments  and  that  de- 
cision still  stands.  It  is  admitted  that  on  re-shipments  the  pen- 
alty could  not  be  imposed  because,  as  to  them,  there  would  be 
no  holding  "for  reconsignment." 

In  a  letter  to  the  Commission,  dated  Dec.  6,  Mr.  Chandler 
said: 

"I  shall  greatly  appreciate  advice  from  the  Commission  as 

>  whether  or  not  it  has  any  complaints  regarding  the  applica- 

0  penalty  charge  on  carloads  of  lumber,  which  have 

sen  rejected  at  first  destination  and  have  been  re-forwarded  to 

some  other  destination. 

There  have  been  many  instances  of  that  kind  in  New  Bng- 
the  railroads  have  insisted  upon  collecting  the  penalty 
every  instance.  The  shipments  are  not  reconsignments 

nrt  arP8enS£,     at  ,that   Word   ls   used    in   "consigning   tariffs, 
e  re-shipments  pure  and  simple,  and  are  charged  the  ful 


combination  of  locals  to  and  from  the  point  where  the  car  was 
originally  rejected. 

"I  shall  greatly  appreciate  it  if  you  will  let  me  know  if 
such  cases  have  been  before  the  Commission,  and  if  so,  if  the 
Commission  has  made  any  ruling  with  respect  thereto." 

In  answer  to  Chandler's  letter,  Secretary  McGinty  wrote  as 
follows: 

"The  Commission  has  received  your  letter  of  December  6, 
your  file  135-16,  asking  whether  the  Commission  has  ruled  on 
the  question  of  the  applicability  of  the  $10  per  day  car  penalty 
charge  on  carloads  of  lumber  rejected  at  the  first  destination  and 
reforwarded  under  new  billing  to  another  destination. 

"The  Commission  has  had  before  it  that  question  informally, 
and  Division  2  held  that  uniform  reconsignment  and  demurrage 
rules  recognize  a  distinction  between  a  reconsignment  and  a  re- 
shipment  and  that  the  $10  per  car  penalty  charge  is  applicable 
only  to  cars  held  for  reconsignment  and  may  not  be  applied  to 
cars  which  are  re-shipped. 

"The  question  whether  a  transaction  constitutes  a  recon- 
signment or  a  re-shipment  in  a  given  case  is  one  of  fact  and  can 
be  determined  only  by  complete  disclosure  of  the  circumstances 
surrounding  it.  If  you  will  furnish  a  complete  statement  cover- 
ing the  shipments  which  you  have  in  mind,  whether  or  not  the 
freight  charges  were  paid  up  to  the  first  destination,  and  whether 
new  bills  of  lading  were  taken  out  covering  the  movement  from 
the  re-forwarding  points,  the  matter  will  be  given  further  at- 
tention. You  should  also  submit  the  bills  of  lading  and  freight 
bills  or  copies  thereof." 

It  has  been  suggested  that  a  careful  reading  of  the  McGinty 
letter  shows  a  discrepancy  between  the  Chandler  inquiry  and  the 
inquiry  answered  by  the  secretary,  in  that  the  latter  seems  to 
make  it  a  matter  of  importance  whether  the  freight  bill  was  or 
was  not  paid  to  the  first  destination.  It  is  suggested  that  if 
payment  of  the  freight  bill  to  the  first  billed  destination  was  all 
that  was  necessary  to  make  a  transaction  a  re-shipment,  then  it 
would  be  the  easiest  thing  in  the  world  to  defeat  reconsignment 
at  the  Ohio  River  and  other  rate-breaking  points. 

STORE-DOOR  DELIVERY 

"Railway  traffic  executives  in  eastern  territory  now  have 
before  their  committee  a  proposition  from  the  transportation 
committee  of  the  Federal  Highway  Council  to  make  a  larger  use 
of  the  highway  and  motor  truck  in  the  store-door  collection  and 
delivery  of  freight,"  says  a  statement  by  the  Federal  Highway 
Council. 

"Numerous  meetings  of  the  council's  committee  have  been 
held  to  determine  the  proper  policy  in  approaching  this  import- 
ant subject.  The  proposition  now  before  railway  executives  is 
the  concrete  result  of  these  meetings. 

"In  determining  the  class  of  traffic  which  would  economic- 
ally come  under  the  new  plan  of  delivery,  J.  C.  Lincoln,  traffic 
manager  of  the  Merchants'  Association  of  New  York,  has  had 
embodied  in  the  plan  of  procedure  the  principle  that  store-door 
delivery  should  apply  to  all  station  or  platform  delivery.  This 
would  exclude  carload  lots  delivered  to  sidings,  but  would  in- 
clude carload  lots  handled  over  freight  platforms  at  terminals. 
In  most  smaller  cities  carload  lots  are  seldom  handled  over 
platforms,  while  at  New  York  City  a  large  portion  of  the  freight 
is  so  handled  whether  it  is  carload  or  less  than  carload  lot. 

"A  motion  has  also  been  adopted  to  the  effect  that  'the 
committee  deems  it  most  advantageous  to  have  store-door  de- 
livery a  carrier  service,  but  at  additional  rates  not  included  in 
the  through  rates.'  It  was  brought  out  in  the  discussion  that 
store-door  delivery  tariffs  should  be  published  separately,  similar 
to  the  lighterage  tariffs  of  New  York. 

"Discuscsion  at  the  last  conference  thoroughly  established 
the  fact  that  this  proposed  service  should  not  be  an  additional 
burden  upon  the  railroads. 

"Upon  the  suggestion  of  Mr.  William  J.  Pitt  of  Philadelphia, 
the  committee  has  adopted  a  recommendation  that  'the  carriers, 
to  avoid  congestion  and  delay,  be  urged  to  establish  and  operate, 
in  all  large  cities,  a  store-door  collection  and  delivery  system 
to  be  performed  by,  or  under,  the  control  of  the  carrier,  the 
carrier  to  assume  liability  for  the  safe  transfer  by  their  repre- 
sentatives, a  reasonable  charge  to  be  assessed  for  such  service.' 

"The  committee  entrusted  with  the  task  of  presenting  the 
plan  to  the  railroads  is  composed  of  A.  E.  Beck,  general  traffic 
manager,  Merchants'  &  Manufacturers'  Association,  Baltimore, 
Maryland;  J.  C.  Lincoln,  general  traffic  manager,  Merchants' 
Association,  New  York;  Wm.  J.  Pitt,  general  traffic  manager, 
John  Lucas  &  Co.,  Philadelphia,  Pa.,  and  who  is  also  chairman 
of  the  traffic  committees,  Paint  Manufacturers'  Association  of  the 
United  States,  National  Varnish  Manufacturers'  Association  and 
Philadelphia  Paint,  Oil  and  Varnish  Club,  and  T.  T.  Harkrader, 
general  traffic  manager,  American  Tobacco  Company,  New  York; 
W.  J.  L.  Banham,  general  traffic  manager  of  the  Otis  Elevator 
Company,  New  York,  and  Dr.  R.  S.  MacElwee,  director,  Bureau 
of  Foreign  and  Domestic  Commerce,  Washington,  D.  C." 
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Decisions  of  Interstate  Commerce  Commission 


TEXAS  INTRASTATE  RATES 

In  obedience  to  the  order  of  the  Commission  issued  in  con- 
ned ion  with  its  report  on  No  11764,  In  the  Matter  of  Intrastate 
Kates  \\iihin  Hit-  State  of  Texas,  opinion  No.  6600,  60  I.  C.  C. 
4:'l  7.  railroad  rates,  fares  and  charges  within  Texas  will  become 
wholly  federal,  on  or  before  April  2.  The  report,  written  by 

imiHsioner  Ford,  contains  an  estimate  that,  as  a  result  of  the 
mission's  orders  in  the  various  Shreveport  cases,  more  than 
70  per  cent  of  freight  rates  in  that  state  were  those  made  opera- 
iivi>  by  reason  of  the  federal  body's  orders,  and  less  than  30  per 
rent  were  the  result  of  orders  of  the  Texas  commission  or  the 
laws  enacted  by  the  Texas  legislature. 

The  report  and  order  cover  freight  rates,  passenger  fares  and 
parlor  car  surcharges,  but  not  rates  on  milk  and  cream,  commu- 
tation fares  or  fares  for  specia^  occasions.  The  question  of  rates 
on  milk  and  cream  was  not  mentioned  by  the  Texas  commission, 
in  its  order  of  August  21.  Neither  mentioned  it  in  the  case 
before  the  federal  commission. 

In  that  order  of  August  21,  the  Texas  commission,  authorized 
an  increase  in  freight  rates  of  33%  per  cent  on  a  finding  that 
rates  increased  by  that  percentage  would  give  the  carriers  the 
6  per  cent  return  on  the  value  of  the  property  devoted  to  trans- 
portation, as  decreed  by  the  transportation  act.  That  was  the 
theory  upon  which  the  Illinois  Commission  acted.  In  dispos- 
ing of  the  main  issue  in  this  case,  Commissioner  Ford  men- 
tioned only  the  Illinois  case.  The  only  other  cases  mentioned 
were  the  various  Shreveport  cases.  They  were  mentioned  only 
to  show  why  so  comparatively  few  rates  in  Texas  would  be 
affected  by  the  decision  in  the  case  caused  by  the  thirteenth  sec- 
tion application  of  the  carriers,  for  a  removal  of  a  discrimination 
against  interstate  commerce.  Except  for  the  reference  to  the 
Shreveport  cases,  and  the  effect  of  the  Texas  commission's  hold- 
ing that  an  increase  of  33%  per  cent  would  be  sufficient  to  give 
the  carriers  6  per  cent,  the  report  is  less  formidable  looking  than 
any  of  its  predecessors.  The  reasoning  on  the  main  question  is 
that  which  caused  the  Commission  to  strike  down  the  work  of 
the  Illinois  commission. 

The  Texas  commission  declined  to  undertake  anything  with 
regard  to  passenger  fares  because  the  Texas  statute  fixes  the 
rate  at  3  cents  per  mile  for  adults,  and  half  fare  for  children 
between  five  and  twelve  years.  The  Texas  commission  allowed 
rates  on  excess  baggage  charges  that  bring  them  to  the  interstate 
level. 

With  regard  to  the  effect  of  the  various  Shreveport  decisions 
and  the  failure  of  the  Texas  commission  to  allow  increases  in 
passenger  fares,  the  Commission  said: 

"At  the  outset,  reference  should  be  made  to  our  decisions 
and  orders  in  the  so-called  Shreveport  Cases,  Railroad  Commis- 
sion of  Louisiana  vs.  St.  L.  S.  W.  Ry.  Co.,  23  I.  C.  C.,  31,  and 
34  I.  C.  C.,  472;  and  Railroad  Commission  of  La.  vs.  A.  H.  T. 
Ry.  Co.,  41  I.  C.  C.,  83,  and  48  I.  C.  C.,  312.  The  scale  of  maxi- 
mum class  rates  prescribed  between  Shreveport  and  Texas  points 
has  also  been  prescribed  for  application  to  and  from  other  points 
in  Louisiana  and  in  Oklahoma  and  points  in  Texas,  thus  fixing 
the  relationship  between  state  and  interstate  rates  over  a  more 
extensive  ai"ea. 

"Rates  on  many  commodities  were  also  prescribed  in  the 
Shreveport  Cases;  other  commodities  were  specifically  excepted 
because  of  no  movement  to  or  from  Shreveport,  and  still  others 
were  excepted  upon  agreement  of  the  carriers  to  apply  rates 
thereon  between  Shreveport  and  Texas  stations  equivalent  to 
the  current  Texas  rates. 

"Under  the  requirements  of  the  Shreveport  Cases  and  other 
cases  in  which  the  Shreveport  scale  has  been  prescribed,  the 
rates  on  interstate  traffic  to  and  from  Texas  and  the  great  ma- 
jority of  rates  on  intrastate  traffic  in  Texas  have  been  placed 
upon  a  fixed  and  nonprejudicial  relationship.  This  relationship 
was  not  disturbed  on  August  26,  1920,  the  effective  date  of  the 
tariffs  issued  in  conformity  with  Ex  Parte  74,  as  the  increases 
made  in  the  interstate  rates  were  applied  also  to  the  state  rates 
on  all  traffic  embraced  in  the  terms  of  the  Shreveport  order.  It 
is  estimated  that  less  than  30  per  cent  of  the  traffic  moving  intra- 
state over  the  26  principal  carriers  in  Texas  was  affected  by  the 
order  of  the  Texas  commission.  The  rates  on  over  70  per  cent 
were  increased  35  per  cent  to  accord  with  the  increases  in  the 
interstate  rates. 

"Based  on  the  intrastate  revenue  of  the  principal  Texas 
lines  during  the  year  1919,  derived  from  freight  traffic  not  sub- 
ject to  the  orders  in  the  Shreveport  Cases,  and  assuming  that 
the  same  volume  of  traffic  will  continue  in  the  future,  the  car- 
riers estimate  that  their  annual  loss  in  revenue,  due  to  the  re- 
strictions placed  upon  them  by  the  Texas  commission,  will  ap- 
proximate $265,000.  The  anticipated  loss  in  passenger  revenue 
is  much  greater.  During  1919  the  Texas  lines  earned  from  their 
intrastate  passenger  traffic  slightly  less  than  $35,000,000.  With 


the  same  volume  of  traffic  the  fares  approved  by  us  and  made 
effective  on  Interstate  travel  would  yield  an  annual  return  greater 
by  $7,000,000.  It  is  estimated  that  an  additional  loss  of  over 
$1,500,000,  will  result  from  their  failure  to  receive  the  surcharge 
upon  passengers  occupying  space  in  sleeping  and  parlor  cars. 
The  record  shows  that  for  the  seven  months  ended  July  31,  1920, 
the  operations  of  the  Texas  lines,  Including  both  state  and  inter- 
state traffic,  were  conducted  at  a  loss  of  more  than  $10,000,000." 


RATES  ON  CRUDE  PETROLEUM 

With  Commissioner  Eastman  dissenting,  the  Commission 
has  dismissed  No.  11151,  Standard  Asphalt  &  Refining  Co.  vs. 
Texas  &  Pacific  et  al.,  opinion  No.  6653,  60  I.  C.  C.  384-7,  holding 
that  rates  of  65.5  cents  and  52.5  on  crude  petroleum  from  New 
Orleans  and  Plaquemine,  La.,  respectively,  to  Independence, 
Kan.,  in  effect  in  December,  1917,  and  in  January,  1919,  were 
not  unreasonable,  nor  unduly  prejudicial  in  comparison  with 
a  rate  of  39.5  cents  from  both  New  Orleans  and  Plaquemine 
to  Kansas  City,  a  more  distant  point  via  the  short-line  route. 

The  holding  that  the  allegation  of  undue  prejudice  was  not 
sustained  was  based  on  the  fact  that,  while  it  was  shown  that 
there  is  a  refinery  at  Kansas  City  with  which  the  complainant, 
with  a  refinery  at  Independence,  Kan.,  competes,  the  testimony 
did  not  show  that  any  crude  had  ever  been  shipped  from  either 
New  Orleans  or  Plaquemine  to  Kansas  City.  The  fact  that  in 
the  Memphis-Southwestern  Investigation,  55  I.  C.  C.  515,  the 
Commission  required  the  carriers  to  remove  the  discrimination 
against  Kansas  points,  brought  about  by  lower  rates  to  Kansas 
City  than  those  points,  was  brought  forward  in  this  case.  The 
carriers  suggested  that  they  be  left  free  to  remove  the  dis- 
crimination by  increasing  the  rate  on  crude  to  Kansas  City. 

Eastman,  in  his  dissent,  said  he  was  not  persuaded  that 
the  fact  that  no  shipments  of  crude  from  the  Louisiana  points 
to  Kansas  City  had  been  shown,  was  sufficient  to  bar  a  finding 
of  undue  prejudice. 

"Surely,  we  are  not  required  to  wait  until  harm  actually 
results  before  correcting  such  a  relationship,"  said  Eastman. 


RATE  ON  PETROLEUM  FUEL  OIL 

In  a  report  on  No.  10555,  Lake  Park  Refining  Co.  vs.  C.  M.  &  St. 
P.  et  al.,  opinion  No.  6652,  60  I.  C.  C.  381-3,  the  Commission 
held  that  the  rate  of  25  cents  on  13  tank  cars  of  fuel  oil  from 
Ponca  City,  Okla.,  to  Hutchinson  Station,  within  the  switching 
limits  of  Chicago,  shipped  in  February  and  March,  1918,  was 
not  unreasonable.  The  rate  was  increased  to  31.5  cents  under 
General  Order  No.  28,  then  reduced  to  29.5  cents  refined  oil,  and 
24.5  cents  on  fuel  oil,  via  most  routes,  but  not  via  the  Santa  Fe. 
That  road  continued  to  apply  the  same  rate  on  both  refined  and 
fuel  oil,  notwithstanding  the  fact  that  the  Commission,  in  Mid- 
Continent  Oil  Rates,  36  I.  C.  C.,  109,  held  that  the  rates  on  fuel  oil 
should  be  five  cents  under  the  refined. 

In  this  case  the  Commission  said  the  testimony  did  not  show 
that  the  rate  for  refined  was  unreasonable  for  fuel  oil  in  Febru- 
ary and  March,  1918,  because  in  those  months  the  conditions 
which  caused  the  Director-General  to  issue  General  Order  No.  28 
prevailed;  that  is  that  the  increase  in  wages  was  in  effect,  and 
the  high  prices  for  materials  also  prevailed  in  the  first  six  months 
of  1918.  The  mere  fact,  the  report  said,  that  the  rates  on  fuel 
oil  were  subsequently  reduced,  was  not  sufficient  to  afford  a  basis 
for  finding  the  former  rate  unreasonable. 

However,  on  the  testimony  the  Commission  came  to  the  con- 
clusion that  the  refined  oil  rate  will  be  unreasonable  for  appli- 
cation to  fuel  oil  in  the  future.  On  or  before  May  20,  the  car- 
riers are  to  publish  a  rate  on  fuel  oil  equal  to  24.5  cents  plus 
the  increase  allowed  in  Ex  Parte  No.  74. 


CHARGES  ON  KAOLIN  CLAY 

An  order  of  dismissal  has  been  made  in  No.  10523,  W.  S. 
George  Pottery  Co.  vs.  Atlantic  Coast  Line  et  al.,  opinion  No. 
6649,  60  I.  C.  C.,  372-6,  on  a  holding,  to  which  Commissioner 
Eastman  dissented,  that  the  charges  collected  on  two  carloads 
of  kaolin  clay,  billed  from  Edgar,  Fla.,  to  East  Palestine,  O.,  but 
diverted  to  Columbus,  O.,  on  a  change  in  billing  authorized  by 
the  complainant,  and  thence  reconslgned  to  the  original  destina- 
tion, were  not  unreasonable  or  otherwise  in  violation  of  the  in- 
terstate commerce  law. 

The  clay  was  started  from  Edgar  on  November  27  and  30. 
1917,  on  billing  specifying  a  commodity  rate  of  $6.31  per  net 
ton.  It  was  routed  only  part  way,  the  last  specific  connecting 
carrier  shown  being  the  Carolina,  Clinchfield  &  Ohio,  the  rest  of 
the  routing  direction  being  "Pennsylvania  delivery."  The  cars 
were  to  move  via  Yemassee,  S.  C.,  where  they  were  to  be  deliv- 
ered to  the  Charleston  &  Western  North  Carolina. 
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That  road  refused  to  receive  them  on  the  ground  that  a 
IVimsylvania  embargo  shutting  out  freight  from  alt  routes, 
"when  roiited  via  Akron  division,  via  Orrville,  to  destinations 
•>ast  of  Orrville,  O.."  made  it  impossible  to  give  Pennsylvania 

"•The  Commission  held  that  while  the  contention  of  the 
Charleston  &  Western  North  Carolina  was  erroneous,  because 
there  was  a  route  of  the  Pennsylvania  via  Circleville,  Trinway, 
Newcomerstown  and  Alliance  open,  the  complainant  spoiled  its 
case  by  consenting  to  a  change  in  the  billing  when  it  consented, 
<>ii  the  request  of  the  Carolina,  Clinchfield  &  Ohio,  to  a  change 
,,i  destination  to  Columbus.  The  C.  C.  &  O.,  in  making  that  re- 
quest admonished  the  complainant  that  "if  destination  changed 
purpose  of  moving  cars  to  Columbus  with  intention  of  diverting 
East  Palestine  after  arrival,  cannot  make  change  in  billing." 
That  advised  the  complainant,  the  Commission  held,  that  the 
request  was  to  change  the  original  contract.  The  complainant 
did  not  consent  to  the  change  in  billing  in  an  out  and  out  way, 
but  qualified  it  by  saying  that  it  looked  to  the  agent  of  the 
Norfolk  &  Western  at  Columbus,  O.,  to  save  it  from  paying  of 
local  charges  from  Columbus  or  Circleville  because,  it  pointed 
out,  it  did  not  know  whether  the  Norfolk  &  Western  would 
deliver  the  cars  to  the  Pennsylvania  at  Columbus  or  Circleville. 
The  complainant,  however,  left  the  matter  entirely  to  the  agent 
of  the  Norfolk  &  Western  to  see  to  it  that  the  cars  were  rushed 
through. 

The  Commission  said  that  that  was  not  an  unqualified  recon- 
signment  order,  the  indicated  condition  being  that  the  local 
rates  to  and  from  Columbus  or  Circleville  should  not  be  charged. 
The  question  as  to  what  it  was  came  up  in  connection  with 
demurrage  charged  at  Columbus.  The  Commission  inferred  that 
the  delay  at  Columbus  resulted  from  further  negotiations  be- 
tween the  shipper  and  the  carrier.  In  the  absence  of  an  ex- 
planation the  Commission  said  it  could  not  infer  that  the  de- 
murrage was  illegally  assessed. 

The  Commission  pointed  out  that  if  the  complainant  had 
stood  on  its  right  to  have  the  original  contract  carried  out,  the 
case  would  not  have  arisen.  Eastman,  in  his  dissent,  by  im- 
plication, pointed  out  that  if  the  Charleston  &  Western  North 
Carolina  had  performed  its  duty  of  delivering  the  cars  to  the 
Carolina,  Clinchfield  &  Ohio,  there  would  have  been  no  question 
about. the  right  of  the  complainant  to  have  its  freight  hauled  to 
East  Palestine  at  the  rate  specified  in  the  billing  because  the 
Pennsylvania  embargo  did  not  prevent  the  carriage  of  the  kaolin 
clay  to  the  billed  destination.  Commissioner  Eastman,  on  ac- 
count of  the  failure  of  the  Charleston  &  Western  North  Carolina 
to  obey  the  law  requiring  it  to  carry  to  its  connection,  believes 
the  Commission  warranted  to  award  reparation. 
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RATES  ON  FLAXSEED 

The  Commission  has  dismissed  No.  11046,  Greater  Des  Moines 
Committee  Inc.  vs.  C.  M.  &  St.  P.  et  al.,  opinion  No.  6656,  60  I.  C. 
C.  403-10,  holding  that  the  rates  on  flaxseed,  carloads,  from  Minne- 
apolis, St  Paul  and  Duluth  to  Des  Moines  are  and  were  not  un- 
reasonable or  unduly  prejudicial  in  favor  of  Chicago,  as  alleged. 
The  complaining  organization  asked  for  rates  from  Duluth  no 
higher  than  to  Chicago  and  from  Minneapolis  and  St.  Paul  2.5 
cents  less  to  Chicago  and  Chicago  rate  points.  The  rates  under 
assault  are  local  and  commodity  rates  of  17.5  cents  from  the 
Twin  Cities  and  joint  and  combination  rates  of  24  cents  from 
Duluth,  the  combination  rate  being  made  up  of  the  factor  of  6.5 
cents  from  Duluth  to  the  Twin  Cities  and  17.5  cents  from  the 
Twin  Cities  to  Des  Moines. 

In  fixing  class  and  certain  commodity  rates,  not,  however,  on 
flaxseed,  Des  Moines  is  in  Chicago  territory.  The  commodity 
rate  of  12.5  applies  on  flaxseed  from  Duluth  and  the  Twin  Cities 
to  Chicago.  The  latter  place,  by  short  line  distance  is  420  miles 
from  the  Twin  Cities  while  Des  Moines  is  only  270  miles. 

The  carriers  defended  the  lower  rate  from  Twin  Cities  to 
Chicago  than  to  Des  Moines  on  the  ground  of  sub-normality, 
which  they  said  was  due  to  the  fact  that  flaxseed  used  to  be 
carried  by  water,  and  that  while  none  was  carried  by  water  in 
1918,  probably  due  to  the  diversion  of  ships  from  the  lakes  to  the 
ocean,  30,000  bushels  were  carried  by  water  in  1919. 

"If  the  effect  of  water  competition  on  the  rail  rates  could  be 
eliminated  "said  the  commission"  it  would  not  follow  that  the 
lates  from  Duluth  and  Minneapolis  to  Des  Moines  should,  ipso 
facto,  be  constructed  on  the  basis  of  rates  to  Chicago.  In  such 
a  contingency  the  volume  of  the  traffic  and  the  presence  of  car- 
rier competition  would  no  doubt  still  depress  the  Chicago  rates. 
Undue  prejudice  within  the  meaning  of  the  act  cannot  be  said 
to  be  merely  in  withholding  from  a  given  point  not  similarly 
affected  by  transportation  conditions,  rates  which  are  accorded  to 
other  points." 

Commissioner  Eastman  agreed  with  the  majority  as  to  the 

allegation  of  unreasonableness  but  dissented  from  the  conclusion 

that  they  were  not  shown  to  be  unduly  prejudicial.     He  said  the 

burden  of  justifying  such   disparities  as   shown   should   not   be 

Ight.    As  to  the  volume  of  traffic  as  a  defense  he  suggested  that 

•  larger  volume  to  Chicago  might  have  been  a  potent  influence 

for  the  difference  Jn  volume.    He  said  there  was  rail  competition 


at  Des  Moines,  even  as  at  Chicago  and,  therefore,  the  justification 
found  by  the  carriers  must  be  due  wholly  to  the  alleged  water 
competition.  Even  an  assumption  that  the  tonnage  carried  by 
water  would  largely  increase,  he  said,  would  not  be  justification 
for  the  rate  disparities.  He  said  a  proper  disposition  of  the  case 
would  have  been  exactly  what  the  complaining  committee  sug- 
gested. Then  if  experience  showed  that  water  competition  com- 
pelled a  reduction  in  rates,  the  case  could  be  re-opened. 

PREFERENCE  FOR  NEW  ORLEANS 

In  a  report  on  No.  10861,  Natchez  Chamber  of  Commerce  vs. 
Illinois  Central,  Director-General  et  al.,  opinion  No.  6655,  60 
I.  C.  C.  397-402,  with  Commissioner  Hall  dissenting,  the  Com- 
mission has  condemned,  as  unduly  preferential  of  shippers  at 
New  Orleans,  the  reserved  right  of  the  carriers  to  load  or  un- 
load carload  freight  at  that  point,  while  not  reserving  or  exer- 
cising such  a  right  at  Natchez.  Baton  Rouge  and  Vicksburg 
intervened  on  the  side  of  Natchez  and  the  finding  applies  also 
to  the  fact  that  at  those  points  the  carriers  do  not  reserve  or 
exercise  the  right  to  load  or  unload  "for  their  own  convenience." 

Commissioner  Hall  pointed  out  that,  even  if  the  carriers  at 
Baton  Rouge,  Vicksburg,  and  Natchez  reserved  the  right  to  load 
or  unload  carload  freight,  the  complaining  shipper  could  not  call 
on  them  to  exercise  it  for  their  benefit,  if  its  exercise  was  not 
for  the  convenience  of  the  carrier  or  carriers.  He  pointed  out 
that  if  the  carriers  affected  by  the  order  elected  to  impose  a 
charge  when  they  exercised  the  right  to  load  or  unload,  while 
carriers  not  serving  the  up-river  cities  elected  to  continue  the 
service,  the  complainants  and  merchants  at  New  Orleans  served 
by  the  affected  carriers  would  simply  be  required  to  pay,  while 
their  competitors  on  lines  not  affected  by  the  order,  would 
obtain  the  service  as  part  of  the  whole  service  rates.  If  all  the 
carriers  at  New  Orleans  imposed  a  charge,  New  Orleans  alone 
would  bear  the  detriment.  But  he  said  he  could  discern  no  bene- 
fit in  that  to  Natchez.  He  said  that  only  a  small  percentage 
of  traffic  was  loaded  or  unloaded  by  the  carriers  at  New  Orleans. 
His  view  is  that  the  undue  prejudice  is  more  of  a  theory  than 
a  fact,  and  "quite  unproven  on  this  record." 

This  loading  and  unloading  is  a  remnant  of  the  days  when 
the  river  was  the  active  competitor  of  the  rail  lines.  In  order 
to  compete  with  it  the  rail  lines  offered  to  come  to  the  ware- 
houses and  get  freight.  Some  of  them  established  warehouses 
of  their  own  to  which  they  brought  stuff  and  took  it  away,  the 
same  as  the  boats,  so  as  to  get  a  "look-in"  on  the  business. 
That  was  not  done  at  the  up-river  cities.  Commissioner  Hall 
pointed  out  that  even  if  the  carriers  serving  the  up-river  cities 
offered  to  load  and  unload  carload  traffic,  the  wholesale  grocers, 
who  moved  in  the  case,  would  still  be  under  the  necessity  of 
draying  to  and  from  the  railroad  warehouses,  while  the  mar- 
chants  having  private  sidetracks  would  be  under  no  such  com- 
pulsion. 

The  New  Orleans  interests  asserted  that  the  practice  was 
the  result  of  congestion  'at  New  Orleans,  there  being  not  room 
in  the  downtown  district  for  team  tracks  enough  to  take  care 
of  the  business. 


MIXED  CARLOADS  OF  SEEDS 

An  order  of  dismissal  has  been  made  in  No.  11089,  Rudy- 
Patrick  Seed  Co.  vs.  St.  Louis-San  Francisco,  Director-General 
et  al,  opinion  No.  6657,  60  I.  C.  C.  411-13,  the  Commission  hold- 
ing that  freight  charges  on  two  mixed  carloads  of  seeds  shipped 
from  Lamor,  Mo.,  and  Middleton,  Okla.,  to  Kansas  City  were 
legally  assessed  and  not  unreasonable.  Commissioner  Eastman 
dissented,  holding  that  while  the  classification  rule  was  inap- 
plicable to  this  shipment,  the  mixing  rule  was  unreasonable 
in  so  far  as  it  deprived  the  shipper  of  the  benefit  of  the  classi- 
fication rule  which  would  have  resulted  in  lower  charges. 

"It  seems  to  me,"  said  Eastman,  "that  any  rule  which  re- 
sults in  a  higher  charge  on  a  mixed  carload  shipment  at  a  car- 
load rate  than  would  result  under  the  carload  rate  on  one  or 
more  of  the  commodities  and  the  less  than  carload  rate  or  rates 
on  the  remainder,  is  unreasonable." 


UTAH  RATES,  FARES  AND  CHARGES 

While  condemning  the  Utah  intrastate  passenger  and  ex- 
cess-baggage charges,  the  Commission,  in  disposing  of  No.  11831, 
Utah  Rates,  Fares  and  Charges,  opinion  No.  6654,  60  I.  C.  C. 
388-96,  held  that  the  present  intrastate  rates  on  coal  and  ore 
are  not  unreasonably  preferential,  unduly  prejudicial  or  unjustly 
discriminatory.  The  Utah  carriers  were  ordered  to  remove  the 
discrimination  as  to  passenger  fares  and  excess-baggage  charges 
on  or  before  April  1,  on  not  less  than  five- days'  notice. 

The  Utah  commission,  in  authorizing  increases  to  the  same 
extent  as  fixed  by  the  Commission  in  Ex  Parte  74,  excepted  in- 
creases on  coal  and  ore,  and  in  passenger  fares  that  were  in 
excess  of  3  cents  per  mile,  or  in  any  passenger  fares  of  electric 
lines,  and  where  the  passenger  fares  exceeded  3  cents  a  mile 
the  excess-baggage  charges  were  not  increased. 

The  carriers,  when  before  the  Utah  commission,  refused  to 
deal  with  individual  rates  or  commodities,  contending  that  the 
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case  was  ;i  re\eniie  case  and  not  a  rale  case.  I  lie  Coiinnissioil 
:]  Tlie  stale  commission  hcl.l  Iliul  without  a  showinu  that 
the  coal  and  ore  rates  in  effect  were  on  a  proper  level  to  form 
tin-  basis  of  increases  it  should  deny  tho  carrieis1  ai>i>lie:it  Inn 
as  to  those  rates;  that  the  evidence  of  the  shippers  showed  that. 
UK  rules  on  coal  and  ore  were  probably  high  enough,  and  that 
as  to  ore  i in-  increases  sought  would  result,  in  the  closing  of  a 
number  of  mines,  and  therefore  curtail,  rather  than  increase, 
the  revenues  of  the  carriers. 

As   to   Hie   intnistate   Kites' on  coal   the  Commission   said   a 

lemparison   of   rales  submitted   by   Utah   operators  showed   that 

Hie  intraslate  rales  in   1'tali  are  higher,  without  the  25  per  cent 

increase  allowed  by  the  Commission  on  interstate  traffic  in  that 

Itory,  than  are  the  intrastate  rates  in  Montana,  which  have 

be.  n   subjected   to   the  25   per  cent   increase.     The   Commission 

1.  considered  with  respect  to  actual  length  of  haul,  the  Utah 

rates  appeared  to  be  reasonably  high. 

I'iseussing   the  rates  on  ore,  the  Commission   said  the  ore 
producers  submitted  that  as  a  practical  matter  they  could  not 
si  and  further  increases  in  those  rates;   that  they  are  now  bear- 
•lieir  full  share  of  the  transportation  burden,  and  that,  there- 
.   there  is  no  unjust  discrimination  against  interstate  com- 
merce.    It  also  took  into  consideration  rising  costs  of  materials, 
labor  and  supplies  in  the  last  few  years  and  the  fact  that  the 
producers  cannot  increase  the  selling  price  of  their  metals 
b.  muse  the  price  is  fixed  by  statute,  the  government  taking  all 
of  the  silver  output. 

"In  Ex  Parte  74,"  the  Commission  said,  "it  was  recognized 
by  us  and  it  was  conceded  by  the  carriers  that  there  might  be 
Situations  in  which  a  percentage  increase  would  be  inappropri- 
arid  which  hence  might,  require  special  treatment.     The  Utah 
coal  and  ore  rates  appear  to  present  a  situation  of  this  char- 
acter.    In  authorizing  the  percentage  increase  we  noted  that  it 
was  stated   that  this  method  was  'on  the  whole  the  fairest  to 
1   interests   by   distributing   the    burden   in   proportion   to   the 
But  no  such  proportion  as  this  observation  contemplated 
s  visible  in  the  Utah  situation  with  respect  to  these  rates.     To 
gain  access  to  markets  has  been  evidently  the  controlling  prin- 
ciple of  rate-making,  resulting  in  adjustments  that  to  a  notable 
extent  disregard  length  of  haul. 

"It  appears  in  the  record  that  points  outside  of  Utah  have 
been  blanketed  with  points  inside  of  Utah  on  both  coal  and  ore 

s,  and  it  has  been  urged  that  unless  the  intrastate  rates  are 
advanced  in  an  amount  correspondent  to  the  advance  authorized 
interstate,  the  former  relationship  will  be  disrupted  and  inter- 

e  commerce  will  be  discriminated  against.  But  the  former 
parities  were  the  result  of  voluntary  adjustments  made  by  the 
carriers  themselves,  and  they  are  now  subject  to  no  more  re- 
straint in  the  exercise  of  their  discretion  in  this  matter  than 
they  were  heretofore.  In  Ex  Parte  74  we  noted  that  the  car- 
riers 'indicate  their  willingness,  where  necessary,  to  revise  rates 
to  restore,  in  so  far  as  is  deemed  practicable,  existing  recognized 
relationships  and  differentials.'  " 

"I  am  in  accord  with  the  foregoing  report  except  as  to  ore. 
Rates  on  ores  of  the  precious  metals  are  usually  graded  accord- 
ing to  value  as  determined  at  destination.  The  report  recog- 
nizes that  some  of  the  ore  is  of  low  grade,  but  does  not  dis- 
tinguish in  the  findings  between  such  ores  and  ores  of  higher 
grade.  It  may  be  that  the  interstate  rates,  as  increased,  on  the 
lower  grades  are  too  high  and  should  be  reduced  to  the  level 
of  Hie  present  intrastate  rates.  It  may  be  that  the  intrastate 
rales  on  the  higher  grades  might  well  take  the  increase  accorded 
in  interstate  rates  by  Ex  Partte  74.  No  good  reason  appears 
why  the  interstate  and  intrastate  rates  should  be  on  different 
levels,  or  why  they  should  not  bear  their  fair  share  of  the  com- 
mon transportation  burdens.  The  expenses  of  the  carriers  have 
increased  as  well  as  the  expenses  of  mine  operators  and  smelters. 
Some  of  the  respondents  are  largely  dependent  upon  movements 
of  coal  and  ore  for  their  revenue.  It  seems  to  me  preferable 
to  reserve  rates  on  ore  from  the  present  decision  and  look 
into  the  matter  further  with  a  view  to  determining  what  would 
be  just,  reasonable  and  non-discriminatory  rates  on  the  various 
grades  of  ore  in  order  to  insure  a  proper  rate  relationship,  in- 
terstate and  intrastate.  But  I  venture  to  hope  that  the  carriers 
and  shippers  will  be  stimulated  by  this  decision  to  work  out 
such  a  solution  for  themselves  in  a  way  to  meet  with  approval 
from  the  state  and  federal  commissions." 

Intrastate  passenger  fares  have  been  in  excess  of  3  cents 
per  mile  on  most  of  the  roads  in  Utah,  the  Commission  said, 
>eing  generally  on  the  basis  of  4  cents  or  more  per  mile.  This 
Jhase  of  the  case,  however,  was  handled  on  the  same  basis  as 
other  intrastate  passenger  fare  cases  heretofore  decided  and  the 
)  per  cent  increase  will  be  applied.  The  electric  lines  asked 

they  be  included  in  any  finding  of  unjust  discrimination,  but 

Commission  said  on  the  present  record  no  order  would  be 
made  as  lo  them,  as  no  affirmative  finding  had  been  made  along 
thai  line  in  Ex  Parte  74.  Commutation  or  special  fares  were 

pted. 

Commissioner  Ford  wrote  the  opinion  and  Commissioner 
Eastman  dissented. 


RATES  ON  LOCOMOTIVES 

Tin-  Commission  has  dismissed  No.  lia»!7.  Harris  Itrothcrs 
|  "mpany  vs.  Pennsylvania  and  Director  General,  as  agent,  opln 
ion  No.  6661,  60  I.  C.  C.  428-30,  holding  that  fourth  class  had 
properly  been  assessed  upon  46  carloads  of  locomotives,  knocked 
down,  from  New  York  to  Bellwood.  Pa.  The  complainant  con- 
tended that  the  rating  applicable  to  the  parts  should  have  been 
applied.  With  regard  to  most  of  the  parts,  If  they  had  been 
shipped  separately,  In  carloads,  fifth-class  would  have  applied 
The  billing,  however,  described  the  shipments  as  locomotives. 
steam  complete  kd,  the  number  of  packages  in  each  shipment 
being  noted  on  the  bills. 

Some  parts  of  the  engines  were  missing.  The  complainant 
bought  them  from  the  Panama  canal  commission.  The  locomo- 
tives were  Baldwins  which  had  been  standing  out  In  the  weather 
for  seven  years  before  they  were  bought  by  the  complainant. 
Expenditure  of  $1200  each  was  necessary  to  put  them  into  service 
again  as  locomotives.  When  they  arrived  at  New  York  parts 
were  missing,  but  not  enough  to  destroy  the  essential  character 
of  the  shipments  that  had  been  brought  from  Panama.  But 
when  they  were  made  ready  for  shipment  in  New  York  the  com- 
plainant detached  still  other  parts,  as  for  instance  the  brasses 
and  air  hose  couplings,  and  sent  them  separately  to  points  other 
than  Bellwood.  Notwithstanding  the  parts  that  were  missing 
when  the  locomotives  were  started  from  Panama  and  the  parts 
that  were  sent  to  points  other  than  Bellwood,  the  billing  de- 
scribed them  as  locomotives  complete,  kd.  The  carrier  contended 
that  parole  evidence  could  not  be  admitted  to  show  that  the  ship- 
ments were  not  what  they  purported  to  be.  The  Commission 
said  that  that  contention  was  without  merit. 

To  the  Commission  the  fact  that  only  $1,200  was  needed  to 
put  each  of  the  locomotives  into  condition  for  use  seemed  to 
prove  that  the  essential  character  of  the  shipments,  as  locomo- 
tives complete,  kd,  had  not  been  changed  by  the  fact  that  some 
of  the  parts  were  missing  when  the  engines  were  sent  up  from 
Panama,  and  that  other  parts  were  removed  by  the  complainant. 

The  defendant  suggested  that  if  the  parts  rated  fifth  class 
had  been  assembled  into  one  carload  or  a  number  of  carloads,  the 
railroad  would  have  had  to  carry  them  at  fifth  class.  That,  how- 
ever, was  not  done,  wherefore  the  shipments  were  locomotives, 
complete,  kd,  in  the  estimation  of  the  railroad  company  and  the 
Commission. 


MINIMUM  WEIGHTS  ON  HAY 

Inasmuch  as  alfalfa  hay  varies  in  weight  according  to  the 
season  in  which  it  is  cut  the  Commission  has  dismissed  No. 
11212,  S.  J.  Hawkins  doing  business  as  the  Rupert  Milling  Co. 
et  al.  vs.  Oregon  Short  Line,  Director  General  et  al.,  opinion  No 
6607,  60  I.  C.  C.  188-90,  holding  that  the  minimum  weights  on  hay 
from  Rupert,  Idaho,  and  other  adjacent  points  had  not  been 
shown  to  have  been  or  to  be  unreasonable  or  otherwise  undawful. 

The  complaint  was  directed  almost  chiefly  against  the  mini- 
mum weights  prescribed  for  cars  less  than  36  feet  in  length.  The 
testimony,  according  to  the  report  of  the  Commission,  which 
was  written  by  Commissioner  McChord,  showed  that  the  weight 
of  bales  differed,  depending  on  the  density  of  their  compression 
and  the  condition  of  the  hay  when  baled.  The  condition  and* 
density  in  turn  depended  according  to  whether  the  alfalfa  bale 
was  a  first,  second  or  third  cutting  from  the  same  field.  The  com- 
plainant said  that  the  length  of  the  car  was  not  the  only  thing 
to  be  considered;  that  the  height  ought  to  be  considered  but  was 
not  in  prescribing  the  minima. 

Mr.  McChord  said  that  it  did  not  appear  that  the  minimum 
weights  attached  were  not  much,  if  any,  out  of  line.  A  reduction 
in  the  minimum  weights  he  said  would  produce  what  would  seem, 
from  the  record,  to  be  an  unjustifiable  reduction  in  the  revenues 
of  the  carriers  and  that  a  reduction  was  not  warranted  in  a 
record  so  narrow  in  its  scope  as  this  one  had  been. 


RATE  ON  STEAM  CYLINDER  STOCK 

The  Commission  has  held  unreasonable  a  rate  on  steam 
cylinder  stock  from  Salt  Lake  City  to  Cleveland,  O.,  in  August, 
1918,  in  a  report  on  No.  11054,  Federal  Oil  &  Supply  Co.  vs 
C.  M.  &  St.  P.  Director  General  et  al.,  opinion  6606,  60  I.  C.  C. 
185-7.  Commissioner  McChord  said  that  the  rate  was  unreason- 
able to  the  extent  that  it  exceeded  94.5  cents,  and  that  reparation 
should  be  made.  A  rate  of  $1.51%  cents  was  imposed  but  the 
legally  applicable  rate  was  $1.705.  Contemporaneously  there 
was  a  rate  of  94.5  cents  from  points  of  origin  west  of  Salt  Lake 
City  to  Cleveland  and  points  east  of  Cleveland.  The  rate  on  re- 
fined oil  from  Salt  Lake  to  Cleveland  in  effect  June  24,  1918. 
was  $1.36%.  composed  of  5th  class  rate  of  $1.16  to  the  Missis- 
sippi River  and  90  per  cent  of  the  fifth  class  rate  or  20.6  cents 
beyond.  Contemporaneously  there  was  a  rate  of  90  cents  on  the 
same  commodity  from  refineries  on  the  Pacific  Coast  and  in- 
termediate points  as  far  east  as  Largo,  Garfleld  and  West  Weber, 
Utah,  to  Chicago,  Cleveland  and  other  eastern  points.  On  June 
25,  1918,  the  rates  were  increased  25  per  cent.  The  rate  from 
Salt  Lake  City  becoming  $1.705  and  from  the  blanketed  territory 
west  thereof  $1.12%.  In  accordance  with  the  agreement  between 
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the  Railroad  Administration  and  the  so-called  independent  oil  re- 
finer" he  'S  per  cent  increase  decreed  by  General  Order  No.  28 
was  commuted^  a  maximum  specific  of  4.5  cents  per  hundred 
pounds  thus  making  the  rate  from  Pacific  Coast  points  94  5  cents. 
That  revision  was  not  established  from  Salt  Lake  City  until 
September  20,  1918.  The  fourth  section  departure  was  not  re- 
moved until  November  4,  1919. 

In  connection  with  the  case  the  Commission  issued  fourth 
section  order  No.  7845  denying  relief  effective  May  2,  1921. 

RATES  ON  COTTONSEED 

A  finding  of  unreasonableness,  an  award  of  reparation,  and 
a  fourth  section  order  requiring  carriers  to  line  up  their  rates 
have  been  made  in  No.  11332,  Newton  Oil  Mill  vs.  Alabama  & 
Vicksburg  Director-General,  et  al.,  opinion  No.  6663,  60  I.  C.  C. 
433-7  The  holding  was  that  rates  on  cottonseed,  carloads,  from 
various  points  in  Louisiana  to  Newton,  Miss.,  were  not  unduly 
prejudicial  or  unreasonable  except  rates  basing  on  Rayville,  La. 
They  were  found  unreasonable  to  the  extent  that  the  factors 
to  Rayville  exceeded  or  may  exceed  the  distance  commodity 
rates  contemporaneously  maintained  to  the  so-called  oil-mill  sta- 
tions on  the  Missouri  Pacific.  The  Missouri  Pacific  must  bring 
its  rates  Into  conformity  with  the  opinion  on  or  before  June  1. 
In  fourth  section  order  No.  7866,  relief  has  been  denied  to  the 
Missouri  Pacific  as  of  June  1. 

RATE  ON  KEROSENE 

The  Commission  has  dismissed  No.  11180,  Empire  Refine- 
ries, Inc.,  vs.  A.  T.  &  S.  F.  et  al.,  opinion  No.  6651,  60  I.  C.  C., 
379-80,  holding  that  a  rate  of  80  cents  on  kerosene  in  tank  cars 
from  Gushing,  Okla.,  to  Vaughn,  N.  M.,  was  not  unreasonable, 
although  via  another  route  the  contemporaneous  rate  was  only 
42  cents.  The  shipper,  by  mistake,  routed  the  shipment  in 
question  over  the  higher-rated  route.  The  point  of  origin  and  of 
destination,  via  the  route  of  movement,  are  in  the  extreme  cor- 
ners of  two  groups,  while  the  route  over  which  the  42-cent  rate 
applied  applies  between  groups  differing  from  the  groups  served 
by  the  more  expensive  route.  The  Commission  said  that  the 
reasonableness  of  the  grouping  was  not  under  attack  and  ad- 
mitted that  the  defense  of  the  lower  rate,  that  it  was  influenced 
by  the  intrastate  rates  made  by  the  Texas  commission,  was  a 
good  one. 

STORAGE  ON   BUILDING  TILE 

The  Commission,  in  a  report  on  No.  11006,  Kalarnazoo  Tank 
&  Silo  Company  vs.  Chicago  &  North  Western,  Director-General 
et  al.,  opinion  No.  6659,  60  I.  C.  C.  418-20,  with  Commissioner 
Hall  dissenting,  held  unreasonable  storage  charges  on  hollow 
building  tile  held  on  the  carriers'  right-of-way  at  Boone,  la. 
On  or  before  May  2,  the  carriers  are  to  establish  storage  charges 
at  Boone  no  higher  than  the  demurrage  and  track  storage  tariffs 
allow  for  storage  in  the  cars. 


PRESS   CLOTH    RATES 

In  a  report  on  I.  and  S.  No.  1168,  Press  Cloth  Rates,  opinion 
No.  6658,  60  I.  C.  C.  414-17,  the  Commission  has  held  that  the 
cancellation  of  the  commodity  rate  of  50  cents  per  100  pounds 
on  hair  and  wool  press  cloth,  in  carloads,  from  Houston,  Tex., 
to  Vicksburg,  Miss.,  and  New  Orleans,  applicable  only  over 
routes  composed  in  part  of  carriers  that  during  the  period  of 
government  operation  were  not  under  federal  control,  had  been 
justified. 


RATE   ON   TANKAGE 

With  an  admonition  to  the  carriers  to  refund  the  over- 
charges, the  Commission  has  dismissed  No.  11170,  Virginia- 
Carolina  Chemical  Co.  vs.  Director-General,  as  agent,  opinion 
No.  6650,  60  I.  C.  C.  377-8,  holding  that  the  carload  rate  of  19 
cents  on  dry  tankage,  from  Curtis  Bay,  Md.,  to  Pinners  Point, 
Va.,  was  not  unreasonable.  A  rate  of  19.5  cents  was  imposed, 
resulting  in  an  overcharge  of  half  a  cent  per  100  pounds.  The 
complainant  claimed  the  benefit  of  a  rate  of  |2.20  per  ton.  A 
number  of  shipments  moved  in  December  and  January,  1918-19, 
and  the  billing  was  marked  "cheapest  route."  The  route  car- 
rying the  $2.20  rate  was  embargoed  all  the  time.  The  ship- 
ments were  forwarded  via  the  cheapest  available  route  and  the 
Commission  held  that  the  complainant  had  authorized  the  use 
of  the  cheapest  available  route  during  the  embargo  period 


EFFECT    OF    CONCURRENCE 

A  finding  of  unreasonableness,  and  an  award  of  reparation 
down  to  the  basis  of  a  combination  rate  of  40.5  cents,  has  been 
made  in  No    11498,  Indian  Refining  Co.,  Inc.,  vs.  Cleveland,  Gin-1 
cinnati,  Chicago  &  St.  Louis  et  al.,  opinion  No.  6664,  6 
438-40   as  to  a  shipment  of  petroleum  gas  oil  from  Lawrenceville, 
111     to  Clayton,  Miss.,  on  July  29,  1919.     A  combination  rate  of 
58.5  cents  was  legally  applicable  but  a  rate  of  59.5  cents  was 
collected,  without  authority. 

Contemporaneously  a  rate  of  22.5  cents  applied  over  the 
route  of  movement  to  Friar's  Point  and  other  stations  on  the] 
Mississippi  beyond  Clayton.  The  railroads  contended,  however,; 
that  that  rate  was  restricted  by  a  limitation  in  the  tariff  saying, 
that  this  rate  would  not  apply  "in  connection  with  the  Illinois 
Central  (lines  south  of  the  Ohio  River)"  and  other  lines  named, 
among  which  was  not  the  Yazoo  &  Mississippi  Valley,  the  carrier 
making  the  delivery  at  Clayton. 

The  Illinois  Central  was  an  intermediate  carrier  in  the  move- 
ment. The  question  arose  as  to  whether  the  restriction  applied 
to  the  Illinois  Central  as  an  intermediate  carrier.  The  com- 
plainant claimed  that  it  did  not.  The  Commission  held,  how- 
ever, that  the  wording  of  the  exception  was  too  broad  to  sustain 
the  contention  of  the  refining  company.  In  other  words,  that 
when  the  tariff  said  the  low  rate  to  Clayton  would  not  apply  in; 
connection  with  the  Illinois  Central,  it  meant  not  only  exclusion, 
m  cases  in  which  the  Illinois  Central  was  the  delivering  line,  but 
to  all  transactions  in  which  the  Illinois  might  otherwise  be  in- 
volved, in  so  far  as  the  application  of  the  22.5  cent  rate  was  in-j 
volved. 

At  the  time  of  the  movement  the  combination  on  Memphis 
totaled  45  cents.  Each  factor  in  the  combination  was  4:5  cents! 
higher  than  the  rate  prior  to  June  25.  That  is  to  say,  each  fac- 
tor had  been  increased  by  the  4.5  cents  agreed  upon  by  the  Rail- 
road Administration  and  the  oil  industry  has  a  proper  commu- 
tation of  the  25  per  cent  advance  directed  to  be  made  by  General) 
Order  No.  28. 

The  Big  Four,  as  the  publishing  line,  promulgated  a  rule 
for  constructing  rates  made  on  combination.  The  Illinois  Centra!) 
and  the  Yazoo  &  Mississippi  Valley,  the  ones  publishing  the  fac ! 
tor  from  Memphis  to  destination,  had  no  such  rule  in  their  tariff, 
the  effect  of  which  was  to  limit  the  increase  on  the  through; 
rate,  made  by  combination,  to  but  one  increase  of  4.5  cents.  The 
question  was  raised  as  to  whether  the  rule  published  by  thf| 
Big  Four  bound  the  Illinois  Central  and  the  Yazoo  &  Mississippi; 
Valley.  On  that  head  the  decision  of  the  Commission  is  unj 
equivocal. 

"The  Illinois  Central  and  the  Yazoo  &  Mississippi  Valley; 
however,  concurred  in  the  tariff  of  the  Big  Four  and  thus  weni 
bound  by  the  rule  therein  published,  which  prescribed  a  specific! 
method  for  constructing  combination  rates  on  through  shipments 
The  combination  rate  of  40.5  cents  so  constructed,  made  up  oi 
12  cents  to  Memphis  and  24  cents  thence  to  Clayton,  plus  the' 
4.5  cents  authorized  by  the  Director-General  and  the  tariff  of  thi 
Big  Four,  would  have  been  applicable  in  the  absence  of  a  join  j 
rate."  That  joint  rate,  as  before  pointed  out,  was  58.5  cents 
ascertained  by  the  use  of  the  intermediate  application  rule. 

Assigned  for  hearing  in  connection  with  the  formal  com 
plaint  were  three  fourth  section  applications,  No.  2043,  filed  bj; 
the  Yazoo,  No.  2045,  by  the  Illinois  Central,  and  No.  1833,  by  th« 
Big  Four,  asking  authority  to  continue  rates  on  petroleum  am; 
its  products  from  Lawrenceville  to  Helena,  Ark.,  Greenville! 
Vicksburg  and  Friar's  Point,  Miss.,  lower  than  to  traffic  to  Clayi 
ton  and  other  intermediate  points  without  regard  to  the  lonji 
and  short  haul  part  of  the  fourth  section. 

The  carriers  testified  that,  in  obedience  to  the  Commission': 
decision  in  the  Memphis-Southwestern  investigation,  they  wen 
lining  up  their  rates,  and  that  they  would  not  seek  to  justify  thi, 
rates  covered  by  the  applications  in  this  case.  Accordingly,  ii! 
Fourth  Section  Order  No.  7870,  relief  has  been  denied,  as  oi 
June  1. 


RATE  ON   MUSSEL  SHELLS 

A  holding  of  unreasonableness  and  an  order  of  reparation 

ave   been  made   in   No.    11457,   Memphis   Freight   Bureau,   for 

Blumenfeld    Company,   vs.    Director-General,   as    agent,    opinion 

No.  6662.  60  I.  C.  C.,  431-2,  as  to  a  class  A  rate  of  47.5  cents  on 

>1  shells  from  Bowling  Green,  Ky.,  to  Memphis,  applied  on 

ihlpment  that  moved  in  July.  1919.     After  the  shipment  was 

ade.   a   commodity    rate    of   15.5    cents    was    established    and 

reparation  is  H>  be  made  to  that  basis. 


TARIFFS  SUSPENDED 

The   Traffic   World   Washington  Burca 

The  Commission,  February  26,  issued  I.  &  S.  Docket  No.  1303 
suspending  to  June  28  tariffs  filed  by  Boyd,  Cottrell,  Davis 
Emerson,  Glenn,  Kelly,  Speiden  and  Sweeney.  The  suspendei 
tariffs  contained  rates  to,  from  and  between  points  south  of  th' 
Ohio  River,  including  Mississippi  Valley  territory.  The  agent 
filed  them  in  conformity,  they  claimed,  with  the  orders  of  th' 
Commission  in  No.  9702,  Memphis  Southwestern  case  (55  I.  C.  C 
515),  and  No.  9190,  Murfreesboro  case  (55  I.  C.  C.,  648). 

The  two  cases  mentioned  required  the  removal  of  fourtl 
section  violations  on  or  before  March  1.  Protest  was  mad< 
against  the  tariffs  on  the  ground  that  they  went  beyond  th, 
scope  of  the  Commission's  decisions  in  that  they  took  the  higl 
points  in  Southeastern  and  Mississippi  Valley  territory  as  th 
standards  for  measuring  rates  for  the  rest  of  the  territory.  ! 
other  words,  the  protestants  alleged  that  the  carriers  were  seek 
ing  to  comply  with  the  terms  of  the  order  by  taking  advantag 
of  their  technical  right  to  remove  undue  prejudice  by  bringin 
the  rates  to  the  highest  possible  level. 
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Tentative  Reports  of  the  Commission 


RATES  ON  ICE 

In  a  tentative  report  on  No.  11873,  Collins  Northern  Ice  Co. 
vs.  Director-General,  as  Agent,  Examiner  J.  Edgar  Smith  has 
recommended  dismissal  on  a  holding  that  the  rates  on  ice  from 
Hiram  and  Sand  Lake  to  Grand  Rapids,  Mich.,  from  June  25, 
1918,  to  Feb.  29,  1920,  were  not  unreasonable.  For  many  years 
prior  to  May  25,  1918,  the  rates  were  28  cents  or  less  per  ton  on 
60,000  pound  minimum  or  at  times  55,000  pounds.  The  average 
loaded  movement  was  28  miles,  or  1  cent  per  ton  mile  or 
30  cents  per  car  mile  or  f8.40  per  car.  Under  General  Order 
No.  28,  the  rate  was  made  70  cents  per  ton.  It  was  reduced  to 
bO  cents  in  September  1919.  The  complainant  asked  for  a  rate 
of  40  cents  per  ton  and  reparation  down  to  that  figure. 

RATES  ON    FLUORSPAR 

Examiner  John  T.  Money  has  recommended  the  dismissal 
of  No.  11805,  Aluminum  Ore  Co.  vs.  Director-General,  as  agent, 
on  a  holding  that  the  rate  on  fluorspar  from  Wagon  Wheel  Gap, 
Colo.,  to  East  St.  Louis  was  not  unreasonable  in  the  period  from 
.July  8,  1918,  to  February  12,  1920. 

RATES  ON  BRICK 

Attorney-Examiner  Arthur  R.  Mackley  has  recommended,  in 
a  tentative  report  on  No.  11317,  a  holding  that  rates  on  common 
brick  from  Bernice,  Lansing  and  Maynard,  to  points  in  the  Chi- 
cago switching  district,  since  November  8,  1918,  were  unreason- 
able, and  that  reparation  should  be  made  to  the  basis  of  rates 
recommended  by  him.  Bernice  and  Lansing  are  in  Illinois  and 
Maynard  in  Indiana,  but  there  are  interstate  rates  serving  Ber- 
nice and  Lansing.  His  recommendation  is  that  the  intrastate 
rate  from  Bernice,  Lansing  and  Maynard,  respectively,  to  points 
in  the  Chicago  district,  part  of  which  is  in  both  states,  was 
unreasonable  to  the  extent  that  it  exceeded  30  cents  from  Ber- 
nice and  Lansing  and  34  cents  from  Maynard;  that  the  interstate 
rate  from  the  respective  points  named  was  unreasonable  to  the 
'extent  that  it  exceeded  30  and  34  cents,  respectively,  and  since 
August  26,  1920,  has  been  unreasonable  to  the  extent  that  it 
exceeds  42  cents  from  Bernice  and  Lansing  and  46  cents  from 
Maynard. 


cost  of  service,  whereupon  further  consideration  should  be  given 
to  the  propriety  of  these  charges.  He  said  that  a  change  In  the 
form  of  the  protection  should  be  allowed  in  all  cases  in  which 
it  could  be  done  without  transfer  of  the  load. 


RATE   ON   GROUND   LIMESTONE  AT  ALTON 

Examiner  H.  W.  Archer,  in  a  report  on  No.  11587,  Illinois 
Glass  Co.  vs.  Illinois  Terminal  Co.  et  al.,  has  recommended  dis- 
missal, on  a  holding  that  the  rate  of  40  cents  a  ton  on  various 
carloads  of  ground  limestone  moved  within  the  city  of  Alton,  111., 
between  June  25  and  November  20,  1918,  was  not  unreasonable. 
The  contention  was  that  the  40-cent  rate  was  established  through 
an  erroneous  construction  of  General  Order  No.  28  and  that  that 
was  so  proved  by  Its  reduction  to  30  cents  a  ton  in  November, 
1918.  Archer  said  that  a  conclusion  that  the  40-cent  rate  was 
unreasonable  was  not  to  be  drawn  from  the  cited  facts. 


PERISHABLE  FREIGHT  TARIFF 

A  recommendation  that  the  Commission  condemn  part  of 
Perishable  Freight  Tariff  No.  1,  permitted  to  go  into  operation 
under  federal  control,  has  been  made  by  Attorney-Examiner 
M.  A.  Pattison  in  a  tentative  report  on  No.  11712,  Carnation 
.Milk  Products  vs.  A.  T.  &  S.  F.  et  al.  He  has  recommended 
a  finding  of  unreasonableness  as  to  the  charges  for  heated 
car  service  on  shipments  of  condensed  milk  from  Pacific  coast 
northwest  points  to  eastern  destinations.  A  similar  holding, 
he  thinks,  should  be  made  as  to  the  rules  forbidding  a  change 
in  the  form  of  protection  during  transportation. 

Condensed  milk  is  shipped  in  winter  in  refrigerator  cars. 
In  such  cars  it  is  not  affected  by  ordinary  cold  weather  unless 
;there  is  delay  in  transit.  When  such  delays  are  extended  and 
the  weather  is  extremely  cold  the  condensed  milk  will  freeze. 
Under  the  rules  of  the  carriers  no  change  in  the  form  of  the 
protection  afforded  by  shippers  could  be  made  by  the  shippers 
;while  the  cars  were  in  transit.  Such  changes  could  only  be 
rmade  in  transit  if  the  shipper  at  point  of  origin  elected  to 
take  protection  under  the  provisions  calling  for  the  furnishing 
of  such  protection  by  the  carrier.  The  attorney-examiner 
thinks  the  Commission  should  hold  that  to  be  an  unreasonable 
provision. 

As  to  the  rates  on  condensed  milk,  the  examiner  recom- 
mended a  holding  that  they  are  unreasonable  to  the  extent 
that  they  exceed  those  formerly  carried  in  Countiss's  I.  C.  C. 
No.  1043  and  supplements  thereto.  This  finding,  he  said,  should 
ho  without  prejudice  to  the  right  of  the  defendants  to  present, 
in  an  appropriate  manner,  new  and  reliable  figures  covering 


RATES   ON    LUMBER 

In  a  tentative  report  on  No.  11025,  Pritcliard-Wheeler  Lum- 
ber Co.  et  al.  vs.  Missouri  Pacific  et  al.,  Examiner  Harris  Flem- 
ing recommended  a  holding  that  the  rates  on  lumber  and  articles 
taking  the  same  rates,  from  Bonita,  Lake  Providence,  Alsatia, 
Transylvania,  Bastrop  and  Wisner,  La.,  to  New  Orleans,  for 
export,  are  not  unreasonable  nor  unduly  prejudicial  except  that 
the  rates  from  Bastrop  should  be  no  higher  than  the  rates  from 
Collinsville. 


RATES  ON  COAL 

In  a  proposed  report  on  No.  11885,  West  Kentucky  Coal  Bu- 
reau vs.  Illinois  Central  et  al.,  Examiner  C.  I.  Kephart  has  recom- 
mended that  the  Commission  hold  that  rates  on  coal  from  west- 
ern Kentucky  to  destinations  in  southeastern  Missouri  and 
northeastern  Arkansas  via  Thebes  are  unreasonable  and  unduly 
prejudicial  to  the  extent  that  they  exceed  rates  33.5  cents  per  ton 
greater  than  those  contemporaneously  applicable  from  southern 
Illinois;  and  via  Memphis  to  the  extent  that  they  exceed  rates 
based  on  the  same  scale  as  that  contemporaneously  applicable 
from  southern  Illinois  via  Thebes  to  the  destination  territory  be- 
fore named.  The  complainants  asked  the  Commission  to  pre- 
scribe joint  through  rates  not  to  exceed  by  more  than  25  cents 
per  ton  the  contemporaneous  rates  from  mines  in  the  southern 
Illinois  coal  field.  The  Jonesboro,  Ark.,  Freight  Bureau  inter- 
vened in  support  of  the  complaint  while  the  Illinois  Coal  Traffic 
Bureau  and  the  Illinois  Coal  Operators'  Association  intervened 
in  behalf  of  the  existing  adjustment. 


OVERCHARGE  ON  ORANGES 

A  finding  of  overcharge  has  been  recommended  by  Examiner 
Richard  T.  Eddy  in  a  report  on  No.  11677,  California  Fruit  Grow- 
ers' Exchange  vs.  Chicago  &  Northwestern  et  al.  as  to  ship- 
ments of  oranges  from  California  points  to  New  York  for  export. 
A  question  of  tariff  interpretation  was  the  only  one  in  this  com- 
plaint. 

Export  commodity  rates  were  shown  in  section  6  of  the 
Trans-Continental  Freight  Bureau  Tariff  3-L.  Oranges  were 
rated  at  $1  for  export  via  New  York.  Note  3  read  that  "ship- 
ments will  be  waybilled  to  New  York  at  the  domestic  tariff  rate 
and  upon  presentation  by  shipper  of  expense  bills  and  proof  of 
exportation,  refund  to  rate  of  $1  per  hundred  pounds  will  be 
made." 

But,  Section  6  carried  a  note  "A"  saying  "rates  apply  only 
on  shipments  consigned  through  from  point  of  origin  to  European 
destination.  Rates  named  will  not  apply  on  shipments  originally 
consigned  to  domestic  points  and  afterwards  diverted  to  Euro- 
pean points."  In  a  subsequent  issue  of  the  tariff,  No.  3-M,  May 
27,  1917,  Note  A  became  Note  1,  and  change  in  the  wording  was 
made  by  inserting  the  following:  "Except  as  otherwise  pro- 
vided." 

The  reason  for  the  variation  from  the  ordinary  rule  respect- 
ing export  shipments  insofar  as  oranges  are  concerned  is  to  be 
found  in  the  fact  that  before  fruit  may  be  exported,  it  must  be 
inspected  after  arrival  at  New  York  and  this  is  true  whether  the 
shipments  be  billed  through  to  an  European  destination  as  was 
the  case  with  14  shipments  such  as  were  involved  in  this  case, 
is  waybilled  to  New  York  and  then  reshipped.  If,  upon  inspec- 
tion, the  fruit  is  found  to  be  in  a  satisfactory  condition  it  Is 
trucked  to  the  steamship  pier  for  export,  and  if  not  suitable  for 
export  is  sold  at  auction  on  the  pier.  None  of  the  other  com- 
modities carried  in  section  6  is  perishable  and  it  was  in  recog- 
nition of  the  special  conditions  surrounding  the  handling  of 
oranges  for  export  that  the  rules  under  discussion  were  in- 
serted in  the  tariff. 

One  of  the  carriers  involved  was  willing  to  apply  the  export 
rate  but  the  others  thought  it  would  be  better  to  have  a  formal 
decision  from  the  Commission  than  to  act  without  such  guidance. 


RATE  ON   LIMESTONE 

In  a  tentative  report  on  No.  11515,  Glencoe  Lime  &  Cement 
Co.  vs.  Missouri  Pacific  and  Director  General,  Examiner  H.  W. 
Archer  has  recommended  that  the  Commission  hold  the  rate  of 
$13.00  per  car  charged  on  limestone  from  complainant's  quarries 
to  its  kilns  on  the  Glencoe  branch  of  the  Missouri  Pacific  un- 
reasonable because  and  to  the  extent  that  it  exceeded  the  rate 
of  $8.00  established  June  29,  1919.  He  recommended  reparation 
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down  to  the  basis  of  the  $8.00  rate.  The  complainant  asked  for 
a  rate  of  10  cents  a  hundred  pounds  with  a  minimum  of  ?5.00  pei 
car,  but  the  examiner  recommended  the  $8.00  rate. 

LUMBER,  OREGON   TO  CALIFORNIA 

Examiner  Richard  T.  Eddy  has  recommended  dismissal  of 
No    11807    Frank  P.  Doe  Lumber  Co.  vs.  Southern  Pacific  and 
Director  General  on  a  holding  that  the  rates  on  lumber  from 
Pine  Ridge,  Ore.,  to  Barnard,  Calif.,  had  not  been  shown  to  D 
unreasonable  or  unduly  discriminatory. 

RATE  ON  PADDY  RICE 

An  order  of  dismissal  has  been  recommended  by  Examiner 
Richard  T.  Eddy  in  a  report  to  the  Commission  on  No.  11845, 
Growers  Rice  Milling  Co.  vs.  Director  General,  on  a  holding  that 
the  rate  collected  on  shipments  of  paddy  rice  from  Citrola  and 
Norman,  Calif.,  to  South  Francisco  was  legally  applicable  and 
not  unreasonable. 

RATES  ON  ROOFING,  ETC. 

A  revision  of  rates  on  prepared  roofing,  asphalt  shingles, 
building  and  roofing  paper,  roofing  cement  and  related  articles 
from  Marseilles  and  E.  St.  Louis  to  interior  jobbing  points  in 
Minnesota,  the  Dakotas,  Nebraska,  and  Kansas,  and  a  change  to 
uniformity  in  the  commodity  description  has  been  recommended 
by  Examiner  John  B.  Keeler  in  a  report  to  the  Commission  on 
No.  11481,  The  Certain-teed  Products  Cor.  et  al'.,  vs.  A.  T.  &  S.  F. 
et  al.  He  recommended  a  holding  that  the  rates  to  the  jobbing 
points  in  Minnesota,  the  Dakotas,  Nebraska  and  Kansas  are  and 
for  the  future  will  be  unduly  prejudicial  to  the  extent  that  the 
ratio  of  such  rates  and  the  commodity  rates  from  the  same  points 
on  the  same  articles  to  Duluth,  the  Twin  and  Missouri  River 
Cities  exceeds  or  may  exceed  the  ratio  of  the  5th  class  rates 
from  and  to  the  same  points.  He  recommended  a  holding  that 
the  rates  on  the  same  commodities  to  Wyoming  and  Montana 
had  not  been  shown  to  be  unreasonable  or  unduly  prejudicial. 
Another  holding  recommended  by  him  is  that  rates  on  prepared 
roofing,  asphalt  shingles  and  related  articles  to  Colorado  com- 
mon points  are  and  for  the  future  will  be  unreasonable  to  the 
extent  that  they  exceed  or  may  exceed  the  rates  on  building 
paper. 

At  the  time  the  complaint  was  filed  the  commodity  descrip- 
tions in  connection  with  the  rates  to  the  various  territories  were 
not  uniform.  Since  that  time,  the  examiner  said,  the  situation 
had  been  partially  remedied  by  the  adoption  of  a  description  to 
Western  Trunk  Line  territory  under  the  general  heading  of 
"roofing  and  building  materials"  under  which  were  grouped 
paper,  felt,  asbestos,  composition,  roofing,  asphalt  shingles,  ex- 
pansion paving  joints,  in  straight  or  mixed  carloads  or  in  mixed 
carloads  containing  asphalt,  pitch,  tar,  both  coal  and  petroleum, 
roof  coating,  having  asphalt,  pitch,  rosin  or  tar  base,  roofing  ce- 
ment, liquid  or  solid,  and  nails  or  metal  fasteners  or  tin  roofing 
caps  weight  not  to  exceed  10  per  cent  of  the  weight  of  the  pre- 
pared roofing  and  or  asphalt  shingles  contained  in  the  shipment. 
In  connection  with  this  change  in  description  the  minimum 
weight  was  increased  from  40,000  to  50,000  pounds.  The  com- 
plainants urged  that  this  description  be  used  in  connection  with 
commodity  rates  to  all  points  covered  by  the  complaint  and  no 
serious  objection  was  offered  by  the  defendants.  The  Examiner 
said  that  the  Commission  should  find  that  the  failure  of  the  de- 
fendants to  apply  the  before  mentioned  description  uniformly 
was  unreasonable  and  should  reauire  its  adoption  in  connection 
with  all  of  the  rates  under  attack. 


CUMMINS  FOR  CONSOLIDATIONS 

The  Traffic   World   Washington  Bureau 

Senator  Cummins,   chairman  of  the   Senate  interstate  com- 
merce committee,   on   his  return   to   Washington   from   Florida, 
where  he  spent  two  months  on  account  of  his  health,  said  he 
anned  to  push  his  proposal  for  compulsory  consolidation  of  the 
railroads  at  the  next  session  of  Congress. 

"We  can  not  continue  private  ownership  and  operation  of 
the  railroads  without  an  extensive  system  of  consolidations," 
said  he. 

Government  ownership   of   the   railroads   will   result   unless 

ore  efficient  and  economical  operation  of  the  railroads  can  be 

brought  about,  he  said,  and  consolidation  of  the  roads  into  from 

I  to  18  great  systems  would  make  for  economies  not  possible 

under  the  existing  system. 

"Of  course,  I  am  only  saying  what  I  intend  to  do,"  said  the 

lator  when  asked   if  he  expected  to  get  through  compulsory 

Consolidation  legislation  at  the  coming  session  of  Congress.    "The 

11  oppose  such  consolidation  as  will  the  labor  organi- 

There  will  be  a  great  deal  of  opposition  to  it " 

the  senator's  view  that  consolidation  of  the  roads 
With  *t!°n    1r  thf  present  Problems  affecting  transporta- 
nJ       -m  C  "2'°™"°"  of  business  conditions  to  normal,  the 
"ill  profit  also,  he  said.     Everybody  is  suffering  now 


because  of  depression  in  business  and  the  railroads  must  suffer 
along  with  the  rest,  he  said. 

"I  don't  think  that  labor  should  stand  all  the  reductions," 
he  continued.  "Unless  the  railroads  can  pay  a  living  wage  to 
labor,  they  will  have  to  be  abandoned.  A  great  many  economies 
besides  reduction  of  wages  can  be  accomplished.  Rails,  ties, 
engines  and  coal  can  be  bought  for  less  than  the  railroads  have 
been  paying  for  these  supplies  if  the  railroad  companies  will 
cooperate.  With  a  reduction  in  the  cost  of  living,  some  reduc- 
tions in  wages  no  doubt  can  be  properly  made. 

"The  standardization  of  wages  by  the  Railroad  Administra- 
tion and  the  passage  of  the  Adamson  law  were  fatal  errors  and 
those  matters  should  be  corrected.  There  ought  not  to  be  any 
such  thing  as  standardization  of  wages." 

Discussing  the  need  for  more  efficient  management  on  the 
part  of  the  railroad  companies,  Senator  Cummins  said  some 
railroad  managers  were  "obsolete"  and  that  they  should  be  re- 
placed with  men  in  keeping  with  the  spirit  of  the  times. 

"The  present  law  expresses  my  opinion  on  that  subject,"  re- 
plied the  senator  when  asked  what  he  thought  about  the  bill 
introduced  by  Senator  Kenyon,  the  junior  senator  from  Iowa, 
providing  for  exclusive  state  control  of  intrastate  rates.  "I  ought 
not  be  asked  to  express  myself  on  that  question,  however,  as  the 
bill  is  before  the  interstate  committee  and  will  be  given  con- 
sideration by  it." 

This  reply  of  the  senator  was  regarded  as  an  indication 
that  he  has  little  sympathy  with  the  Kenyon  bill.  He  has  not 
displayed  any  displeasure  at  the  interpretation  placed  on  the 
transportation  act  by  the  Interstate  Commerce  Commission  with 
respect  to  its  jurisdiction  over  intrastate  rates. 

Senator  Cummins  spent  considerable  time  with  President- 
elect Harding  in  Florida  and  he  was  asked  whether  any  definite 
conclusions  had  been  reached  as  to  the  vacancies  on  the  Commis- 
sion. He  declined  to  say  what  the  President-elect  might  have 
in  mind  on  that  subject  but  said  he  believed  the  appointments 
should  be  made  as  soon  as  possible  after  March  4. 

"Isn't  it  practically  settled  that  Representative  Esch  will  be 
appointed  on  the  Commission?"  he  was  asked. 

"You  can't  get  anything  out  of  me  on  the  subject  of  appoint- 
ments," he  replied,  smiling,  "but  I  will  say  that  Mr.  Esch  is  ad- 
mirably qualified  for  a  place  on  the  Commission." 

INVESTIGATION   OF  EXPENDITURES 

The  Traffic  World  Washington  Bureau 

Senator  Cummins  announced  March  3  that  he  would  submit 
a  resolution  at  the  opening  of  the  next  session  of  Congress  pro- 
viding for  an  investigation  by  his  committee  of  the  expenditures 
by  railroads  since  March  1,  1920,  when  the  roads  were  returned 
to  their  owners. 

"This  investigation  must  precede  any  attempt  to  modify  the 
transportation  act,"  said  he.  "The  object  of  it  will  be  to  see 
what  can  be  done  to  reduce  expenses.  It  is  obvious  that  revenues 
cannot  be  increased  by  higher  rates." 

The  resolution  will  provide  for  a  report  on  the  reasonable- 
ness of  expenditures  by  carriers  and  for  a  comparison  between 
operating  costs  under  federal  operation  and  private  operation. 

Senator  Cummins  said  the  public  had  a  right  to  know 
whether  there  has  been  reckless  or  extravagant  administration 
of  the  railroad  properties  and,  if  so,  who  is  responsible. 

RETURN  OF  CARS  TO  MEXICO 

The  Traffic  World  Washington  Bureau 

In  Circular  CSD-99,  Executive  Manager  W.  L.  Barnes,  of  the 
car  service  division  of  the  American  Railway  Association,  has 
announced  an  agreement  between  the  Mexican  Government's  ad- 
ministration of  railroads  and  the  American  Railway  Association 
providing  for  the  return  of  about  330  Mexican  freight  cars  sup- 
posed to  be  on  the  rails  of  American  carriers.  The  agreement 
provides  that  the  missing  cars  shall  be  promptly  located  and 
billed,  without  charges,  via  the  most  direct  route  to  the  nearest 
junction  of  the  National  Railways  of  Mexico  (Ferrocarriles 
Nacionales  de  Mexico).  A  list  of  American  roads  over  which  the 
stray  Mexican  cars  should  be  routed,  if  possible,  has  been  pub- 
lished in  the  circular.  The  waybills  are  to  carry  the  notation 
"free  by  agreement  outlined  in  CSD-99."  There  is  no  objection 
to  loading  the  cars  to  any  junction  with  the  Mexican  roads,  or 
to  any  point  on  the  government  railways  of  that  country.  No 
per  diem  is  to  be  paid  for  the  cars. 

Reports  are  to  be  made  as  to  the  cars  to  F.  R.  DeHoyes, 
general  agent  of  the  National  Railways,  in  the  Woolworth  Build- 
ing in  New  York  and  to  the  car  service  division,  showing  the 
numbers  and  initials  of  the  cars  on  the  rails  of  the  reporting 
road;  their  location;  information  as  to  forwarding,  routing,  and 
way  bill  reference.  Junction  reports  are  to  be  made  to  De  Hoyos 
and  J.  B.  Kara,  superintendent  of  car  service  in  Mexico  City. 

BRIBERY   OF   RAILROAD   EMPLOYES 

The  Texas  legislature  has  passed  a  bill  prohibiting  the 
bribery  of  railway  employes.  It  becomes  effective  ninety  days 
after  the  adjournment  of  the  legislature. 
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U.  S.  Supreme  Court  Decisions 


LIABILITY  UNDER  COMMON  LAW 

lu  No.  183,  Union  Pacific  Railroad  Co.  vs.  James  J.  E.  Burke, 
i  In-  United  States  Supreme  Court,  February  28,  affirmed  the 
Supreme  Court  of  New  York  in  a  holding  that  Burke  was  en- 
tilled  to  damages  of  $17,449.01,  with  interest  and  costs,  instead 
of  only  $5,600.  with  interest  and  costs,  for  the  loss  of  a  shipment 
of  goods  from  Japan,  under  the  common  law  liability  of  the 
carrier. 

On  March  10,  1915,  S.  Ontra  &  Brother  delivered  to  the 
Pacific  Mail  Steamship  Company  at  Yokohama,  Japan,  56  cases 
of  "drawn  work  goods  and  Renaissance,"  consigned  to  their  own 
order  at  New  York,  and  received  a  bill  of  lading  for  ocean  trans- 
portation to  San  Francisco  and  thence  by  the  Southern  Pacflc 
Company  and  its  connections  by  rail  to  destination.  The  prop- 
ft-iy  was  delivered  to  the  Southern  Pacific  and  without  new 
billing  was  carried  to  a  junction  with  the  line  of  the  Union  Pa- 
cific, and  while  in  its  custody  was  totally  destroyed  in  a  collision. 

Burke,  successor  in  interest  to  the  consignor,  claimed  in  this 
suit,  the  court  said,  the  right  to  recover  the  fair  invoice  value 
of  the  goods,  $17,449.01.  The  Union  Pacific  conceded  Burke's 
right  to  recover,  but  only  to  the  amount  of  the  agreed  valuation 
of  $100  a  package,  $5,600,  to  which  it  contended  he  was  limited 
by  the  bill -of  lading.  The  Appellate  Division  of  the  New  York 
Supreme  Court  gave  judgment  for  $5,600  and  this  was  reversed 
by  the  Court  of  Appeals  of  New  York,  which  directed  the  Su- 
preme Court  to  enter  judgment  for  $17,449.01. 

On  the  back  of  the  bill  of  lading  issued  at  Yokohama  were 
thirty-one  conditions,  one  of  which  was  that  the  value  of  each 
package  was  $100  and  that  liability  should  not  exceed  that  sum 
in  case  of  total  loss  from  any  cause. 

The  U.  S.  Supreme  Court  said  it  was  accepted  by  it  that  the 
property  should  be  treated  as  moving  east  of  San  Francisco 
under  the  uniform  bill  of  lading,  although,  in  fact,  no  other  than 
the  Yokohama  bill  of  lading  was  issued.  The  Union  Pacific 
contended  that  the  agreed  value  of  $100  a  package  in  the  Yoko- 
hama bill  was  necessarily  imported  into  the  uniform  hill  of  lading 
and  that  the  $100  became  the  agreed  valuation.  It  contended 
that  under  the  clause  of  the  uniform  bill  of  lading  prescribing 
that  the  amount  of  the  loss  shall  be  computed  on  the  value  at 
place  and  time  of  shipment,  unless  a  lower  value  has  been  agreed 
upon,  the  $100  valuation  applied  as  the  valuation. 

"Said  valuation  rule  is  in  effect  an  exception  to  the  common 
law  rule  of  liability  of  common  carriers  and  the  latter  rule  re- 
mains in  full  effect  as  to  all  cases  not  falling  within  the  scope 
of  such  exceptions,"  said  the  U.  S.  Supreme  Court.  "Having 
but  one  applicable  published  rate  east  of  San  Francisco,  the 
petitioner  (Union  Pacific)  did  not  give  and  could  not  have  given 
the  shipper  a  choice  of  rates,  and  therefore  the  stipulation  of 
value  in  the  Yokohama  bill  of  lading,  even  if  treated  as  imported 
into  the  uniform  bill  of  lading,  cannot  bring  the  case  within  the 
valuation  exception,  and  the  carrier's  liability  must  be  deter- 
mined by  the  rules  of  the  common  law.  To  allow  the  contention 
of  the  petitioner  would  permit  carriers  to  contract  for  partial 
exemption  from  the  results  of  their  own  negligence  without  giv- 
ing to  shippers  any  compensatory  privileges." 


NEBRASKA  COURT  AFFIRMED 

The  Supreme  Court  of  Nebraska  was  affirmed  by  the  United 
States  Supreme  Court,  February  28,  in  No.  156,  Postal  Telegraph- 
Cable  Co.  vs.  City  of  Fremont  (Neb.),  in  which  judgment  against 
the  company  was  imposed  for  failure  to  pay  an  annual  tax  of 
$60  levied  by  the  municipality  on  the  telegraph  business.  The 
telegraph  company  paid  the  tax  for  several  years  and  then  de- 
clined to  pay  on  the  ground  that  the  tax  constituted  an  imposi- 
tion on  its  interstate  business  in  that  the  tax  amouned  to  more 
than  the  revenue  from  intrastate  business  at  Fremont.  The 
state  court  said  that  if  the  intrastate  rates  were  so  low  that 
they  did  not  bring  in  a  return  sufficient  to  meet  the  tax,  the 
company  could  apply  for  an  increase  in  those  rates  This  had 
not  been  done  before  the  company  refused  to  pay  the  tax.  The 
U.  S.  Supreme  Court  sustained  the  finding  of  the  state  court. 


OVERCHARGE   CLAIMS   SUSTAINED 

Claims  for  overcharges  on  rough  material  used  for  manufac- 
turing into  heading  for  barrels  under  provisions  of  Standard 
Distance  Tariff  No.  3,  adopted  by  the  Arkansas  Railroad  Com- 
mission in  June,  1908,  were  sustained,  February  28,  by  the 
1'nited  States  Supreme  Court  in  No.  178,  St.  Louis,  Iron  Moun- 
tain &  Southern  et  al.  vs.  J.  F.  Hasty  &  Sons  et  al.  • 

The  case  was  a  sequel  to  Allen  vs.  St.  Louis,  Iron  Mountain 
&  Southern,  230  U.  S.  553.  The  railroad  company  attacked  the 
maximum  intrastate  freight  rates  established  under  the  tariff, 
contending  the  rates  were  non-compensatory.  Lower  courts 
sustained  this  contention,  but  were  reversed  by  the  United 


States  Supreme  Court  and  then  the  matter  of  ascertaining  claims 
of  shippers  for  refunds  of  the  difference  paid  by  them  In  freight 
rates '  between  those  fixed  by  the  state  commission  and  the 
higher  ones  maintained  by  the  railway  company  during  the 
pendency  of  the  injunction  was  referred  to  a  special  master. 

At  the  hearing  the  railway  company  took  exception  to  the 
claims  of  J.  F.  Hasty  &  Sons  and  other  shippers  and  was  sus- 
tained by  the  lower  court.  The  Supreme  Court  again  reversed 
this  finding  and  from  a  resulting  decree  in  favor  of  the  shippers 
by  the  lower  court  an  appeal  was  taken  by  the  railway  company. 

The  railway  company  opposed  the  claims  on  the  ground 
that  the  rates  were  discriminatory  and  not  applicable,  because 
the  movements  involved  were  interstate  and  not  Intrastate. 


DALLAS   SWITCH    DECISION 

A  lower  court  decision  dismissing  a  suit  brought  by  Armour 
&  Co.  to  enjoin  the  city  of  Dallas  (Tex.)  from  removal  of  a  main 
line  of  track  of  the  Texas  &  Pacific  in  Pacific  avenue  in  Dallas 
to  which  the  switch  of  the  Armour  plant  in  that  city  connected, 
was  sustained  by  the  United  States  Supreme  Court,  February 
28,  in  No.  149,  Armour  &  Co.  and  Armour  &  Co.  of  Texas  vs. 
City  of  Dallas  et  al.  The  growth  of  Dallas  resulted  in  plans 
being  formulated  for  track  elevation  and  the  construction  of 
subways,  but  these  were  finally  abandoned  as  to  the  track  in 
Pacific  avenue,  which  was  to  be  moved  entirely  to  another  part 
of  the  city.  Armour  &  Co.  contended  that  it  had  built  its  plant 
at  a  cost  of  approximately  $80,000  in  Dallas  and  that  the  plant 
would  lose  most  of  its  value  if  the  main  track  with  which  its 
switch  made  connection  were  removed.  The  U.  S.  Supreme 
Court  held  that  the  lower  court  was  right  in  dismissing  the  suit, 
as  the  relief  sought  by  Armour  &  Co.  could  not  be  obtained  by 
injunction,  and  that  if  the  company  was  damaged  as  the  result 
of  the  removal  of  the  track  it  had  a  remedy  at  law  for  damages. 


INDIANA  COURT   REVERSED 

With  Associate  Justices  Day,  Pitney,  Brandeis  and  Clarke 
dissenting,  the  United  States  Supreme  Court,  February  28,  re- 
versed the  Supreme  Court  of  Indiana  in  No.  125,  Vandalia  Rail- 
road Co.  vs.  Gustav  A.  Schnull,  W.  J.  Griffin  and  George  C.  Grif- 
fin, composing  the  firm  'of  Schnull  &  Co.,  wholesale  grocers, 
the  effect  of  the  decision  being  that  a  railroad  is  entitled  to  a 
reasonable  reward  for  its  service  and  that  any  deficiency  in 
rates  on  a  particular  class  of  traffic  could  not  be  made  up  by 
rates  on  some  other  class  of  traffic.  Previous  decisions  followed 
by  the  court  and  cited  by  it  in  support  of  the  finding  in  this 
case  were:  Northern  Pacific  Railway  vs.  North  Dakota,  236 
U.  S.  585;  Norfolk  &  Western  vs.  Conley,  Attorney-General  of 
W.  Va.,  236  U.  S.  605;  and  Brooks-Scanlon  Co.  vs.  Railroad  Com- 
mission, 251  U.  S.  396. 

"These  cases  leave  nothing  to  be  said,  nor  need  we  review 
the  prior  cases  from  which  they  are  deductions,"  the  court  said. 

The  case  arose  through  Schnull  &  Co.  suing  the  Vandalia 
to  restrain  it  from  charging  or  receiving  any  other  compensation 
than  that  mentioned  and  described  in  an  order  of  the  Railroad 
Commission  of  Indiana  (later  succeeded  by  the  public  service 
commission),  dated  February  14,  1906,  and  which  became  effec- 
tive February  14,  1907,  and  to  require  the  railroad  to  receive 
and  transport  freight  at  the  rates  prescribed  in  the  order. 

The  railroad  company  contended  the  order  would  not  yield 
sufficient  revenue  to  reimburse  it  for  carrying  the  classes  of 
property  specified  in  the  order  and  provide  a  fair  return  on  the 
property  used  for  the  service;  that  the  order  was  in  violation 
of  the  fourteenth  amendment  of  the  Constitution  because  it  de- 
prived the  carrier  of  its  property  without  due  course  of  law. 

The  federal  district  court  of  Indiana  enjoined  the  railroad 
company  from  charging  or  receiving  rates  other  than  those  pre- 
scribed by  the  state  commission  in  the  order.  This  was  affirmed 
by  the  state  Supreme  Court.  The  issue  in  the  case  was  set 
forth  as  follows  by  the  U.  S.  Supreme  Court: 

"That  of  the  railroad  company  is  that  the  revenue  from 
traffic  to  which  the  rates  apply  is  the  test  of  their  legality  and 
any  deficiency  in  them  cannot  be  made  up  by  rates  on  some 
other  traffic;  that  of  defendant  in  error  is  that  the  revenue  from 
all  of  the  intrastate  business  of  the  railroad  company  is  to  be 
taken  into  account  and  if  it  be  sufficient  to  remunerate  the 
railroad  company,  the  particular  rates,  though  unremunerative. 
are  nevertheless  legal." 

The  Supreme  Court  of  Indiana  sustained  the  contention  that 
if  the  carriers  received  in  the  aggregate  fair  remuneration,  the 
carrier  had  no  basis  for  complaint. 

"The  question  presented  by  the  contentions  Is  not  easy  of 
offhand  solution,  though  its  elements  are  easy  of  declaration," 
said  the  U.  S.  Supreme  Court.  "A  railroad  is  private  property 
and,  as  such,  a  rate  may  be  fixed  for  its  use;  but  it  Is  private 
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iIUl8Vrhae1ounrt=crd8ihe  North  Dakota  case  wherein  it  held 

mav  not  select  a  particular  commodity  or  class  of 

«fflc  for  caSe  without  reasonable  reward,  and  that  where 

e  is  such  a  segregation  and  a  rate   imposed   which   would 

™e   a  carrier  to  transport  it  at  a  loss  or  virtually  at  cost,  the 

arHer  would  be  denied  a  reasonable  reward  for  its  service  and 

the  state  would  have  exceeded  its  authority. 

C   B.  &  Q.  BOND~PERMISSION  DENIED 

The  Traffic  World  Washington  Bureau 

The  Commission,  in  a  divided  report  on  Finance  Docket  No. 
1069    the  Burlington's  application  for  permission  to  issue  , 
000  000  of  stock  and  $109,000,000  of  first  and  refunding  mortgage 
bonds    has  authorized  the  issuance  of  $60,000,000  stock,  but  has 
denied  the  desired  authority  to  issue  bonds.  n,,riinp-tnn 

The  decision,  however,  is  not  so  much  against  the  Burlington 
as  might  at  first  appear.  The  Commission  objected  merely  to  the 
issuance  of  bonds  to  cover  a  dividend  but  left  the  way  open  for 
the  company  to  apply  for  authority  to  issue  its  stock  m  tl 
amount  desired  to  do  its  share  in  taking  care  of  the  $215,000,000 
worth  of  Great  Northern  and  Northern  Pacific  bonds Jailing  due 


lie  interest  to  retain  the  $80,000,000  in  the  surplus  of  the  Burlmg- 
on  as  a  bond  issue  would  do,  than  to  have  the  re-financing  done 
in  'some  other  way.     His  idea  is   that  any   other   way   would 
place  a  greater  burden  on  the  public  than  the  way  proposed  1 
the  carriers  involved. 

Commissioner  McChord  did  not  entertain  the  apprehensions 
-et  forth  by  the  Great  Northern  and  the  Northern  Pacific  that,  if 
the  scheme  was  not  approved,  they  would  have  to  pay  8  per  cent. 
He  said  the  allegation  that  if  the  application  was  denied  the 
refunding  could  not  oe  made  at  less  than  !!  per  cent,  was 

a'lfnuie  financial  institutions  of  the  country  have  determined 
to  increase  the  interest  rate  on  such  bonds  100  per  cent,"  said 
he    "and  it  is  accomplished,  our  railroads   cannot  weather 
storm     Good  business  judgment  on  the  part  of  the  Great  North 
ern  Pacific  would  dictate  the  submission   to  the  present  bond- 
holders of  an  offer  of  6  per  cent  refunding  bonds,  representing 
fifty   per  cent   increase  in    earning   power   and    resting  upon   ( 
materially  enlarged  basis  01'  security." 

In   his   concurring   report,    Commissioner    Potter    took    the 
ground  that  denying  authority  to  issue  bonds  was  hostile  to  tl 
public  interest.     To  issue  bonds   for   reimbursing   the   treasury 
tor  income  used  for  making  additions  and  betterments,  he  said, 
was  not  only  lawful,  but  had  the  sanction  of  established  practice 
and  general  public  and  official  approval.     He  said  that  when  the 
carriers  had  surplus  it  was  within  their  rights  to  distribute  i 
to  their  stockholders  and  that  the  Commission  had  no  jurisdic- 
tion over  the  distribution  of  income.    He  treated  the  question  as 


worth  of  Great  Nor  •*  nTsToWo 00 (worth  of      one  in  which  the  company's  directors  had  to  make  good  to  the 

July  1.     The  _  Burlington  desired  to .issue $  '  J°« ho          ,ckholder_    or   raoney  borrowed   from   them,   and   that   was   a 


bonds  of  which  the  proceeds  of  $80,000,000  were  to  be  used  for  the 
retirement  of  an  equal  amount  of  the  bonds  of  the  two  pro- 
prietary companies.  The  rest  were  to  be  held  in  its  treasury. 

"The  issuance  of  the  proposed  bonds  at  this  time,"  said  the 
Commission,  "would  materially  increase  applicant's  interest  bur- 
den without  apparent  necessity.  The  interest  rate  at  the  time  of 
the  expenditures  from  surplus  was  not  in  excess  of  four  per  cent. 
Authorization  of  bonds  at  that  rate  at  the  present  time  would 
seem  inexpedient.  Division  of  that  part  of  the  surplus  not 
needed  for  ordinary  surplus  purposes,  by  means  of  stock,  appears 
more  in  accord  with  applicant's  and  the  public's  welfare. 

"Both  the  wisdom  and  legality  of  the  joint  acquisition  and 
ownership  of  the  Burlington  by  the  Great  Northern  and  Northern 
Pacific  are  questions  foreign  to  this  proceeding  and  therefore 
require  no  consideration  on  this  occasion.  While  we  do  not 
minimize  the  advantages  derived  by  applicant  from  its  connec- 
tions with  the  northern  lines  we  are  not  convinced  that  the  con- 
tinuance of  those  connections  is  dependent  upon  the  issuance  of 
the  proposed  bond  dividends.  The  general  advantages  of  mini- 
mizing fixed  charges  in  refunding  the  joint  fours  are  apparent, 
but  we  cannot  share  applicant's  apprehension  relative  thereto. 
The  northern  lines  enjoy  a  position  relatively  favorable  to  finan- 
cing such  a  refunding.  The  value  back  of  applicant's  stock  ren- 
ders it  desirable  collateral  security.  No  evidence  has  been  intro- 
duced which  convinces  us  that  the  refunding  could  not  be  accom- 
plished at  a  reasonable  rate  by  the  issuance  of  bonds  of  the  Great 
Northern  and  Northern  Pacific,  secured  by  mortgage  and  the 
pledge  of  applicant's  (Burlington's)  stock." 

On  the  question  of  the  right,  both  legal  and  moral,  of  a  cor- 
poration to  distribute  surplus  by  means  of  a  stock  dividend  is 
answered  in  the  last  paragraph  of  the  Commission's  decision,  as 
follows:  "The  question  of  a  proper  return  on  a  fair  value  of 
property  devoted  to  the  public  use  is  not  pertinent.  It  is  not 
before  us.  No  one  questions  the  right  of  owners  to  compensation 
for  sacrifices  made  in  foregoing  dividends.  The  denial  in  this 
case  extends  only  to  the  issuance  of  a  bond  dividend  by  a  rail- 
road which  has  no  need  for  the  bonds,  and  which  can  advan- 
tageously all  the  stock  reasonably  required  for  its  needs.  The 
more  adaptable  form  of  mortgage  which  the  applicant  desires 
can  be  provided  without  the  issuance  of  a  bond  dividend." 

In  discussing  the  question  as  to  how  the  Burlington  acquired 
the  surplus  from  its  income,  the  Commission  said,  "There  is  no 
proof  that  this  income  (which  yielded  the  surplus)  is  the  result 
of  excessive  rates.  Traffic  has  been  carried  by  applicant  at  rates 
controlled  by  state  or  interstate  regulatory  bodies  substantially 
the  same  as  those  applicable  over  competing  lines.  Nor  is  there 
any  proof  that  the  total  return  upon  a  fair  value  of  applicant's 
property  has  been  excessive.  Applicant's  right  to  capitalize  $119,- 
000,000  of  the  surplus  has  in  fact  been  recognized  by  the  Public 
Utilities  Commission  of  Illinois,  the  state  of  its  incorporation, 
under  express  statutory  provision.  A  five  year  statutory  limita- 
tion prevented  that  body  considering  surplus  accumulating  during 
an  earlier  period." 

No  fewer  than  six  separate  opinions  on  one  phase  or  another 
of  the  proposed  bond  issue  were  written  in  the  C.  B.  &  Q.  case, 
the  authors  being  Chairman  Clark,  Commissioners  McChord,  Pot- 
ter, Daniels,  Eastman,  and  Ford.  Clark,  McChord  and  Potter 
wrote  what  they  called  concurring  reports,  Daniels  and  Ford 
dissenting  opinions,  and  Eastman,  a  dissent  in  part. 

Chairman   Clark   fully   approved   the   authorization   of   the 

WO.OOO  stock  issue.    He  found  himself  not  in  accord  with  the 

najority,  however,  in  the  refusal  to  authorize  the  issuance  of 

80.000.000  worth  of  bonds.     He  regarded  it  as  more  in  the  pub- 


stockholders,  or  raoney  borrowed  from  them,  and  that  was  a 
question  of  paying  debts,  not  issuing  more  stock. 

Commissioner  Daniels'  chief  objection  to  the  majority  re- 
port was  that  it  allowed  a  stock  dividend  but  denied  the  right 
to  capitalize  surplus  to  the  amount  of  $80,000,000  in  bonds,  the 
beneficial  effect  of  which  would  be  immediate,  while  the  bene- 
ficial effect  of  the  stock  dividend  would  be  remote. 

Commissioner  Eastman  thought  the  stock  dividend  should 
also  have  been  denied. 

Commissioner  Ford  concurred  as  to  the  stock  dividend  but 
criticized  his  colleagues  for  their  finding  that  the  bond  dividend 
had  not  been  justified.  He  thought  that  as  the  application  was 
made,  it  did  not  warrant  approval.  He  suggested  that  the  Com- 
mission had  the  power  to  safeguard  the  proposed  issue  of  bonds 
and  that  it  was  its  duty  to  do  so. 


COMMISSION  VACANCIES 

The  Traffic  World  Washington  Bureau 

At  noon  of  March  4  the  number  of  positive  vacancies  on  the 
Interstate  Commerce  Commission  became  four.  Commissioners 
Potter  and  Ford,  who  had  been  serving  under  recess  appoint- 
ments, definitely  went  out  of  office.  At  the  time  they  went  out 
the  vacancy  created  by  the  expiration  of  the  term  of  Commis- 
sioner Woolley  was  still  in  existence,  the  President  never  having 
appointed  anyone  to  fill  it.  The  vacancy  supposed  to  have  been 
filled  by  the  appointment  of  Vice-President  Duncan  of  the  Ameri- 
can Federation  of  Labor  also  continued,  just  as  it  had  been,  Mr. 
Duncan  never  having  sought  to  qualify.  He  did  not  undertake  to 
qualify,  because,  under  the  law,  a  commissioner  must  give  up 
all  other  business.  Duncan  felt  that  he  could  not  afford  to 
give  up  his  salary  as  the  head  of  the  granite  cutters'  interna- 
tional union  to  take  the  commissionership,  which  will  not  pay  a 
salary  unless  Congress  hereafter  makes  an  appropriation. 

President  Harding  is  expected  to  act  soon  in  the  matter  of 
filling  the  four  vacancies  on  the  Interstate  Commerce  Commis- 
sion for  the  reason  that,  regardless  of  what  may  have  been  the 
fact  when  the  Harlan  vacancy  occurred,  there  now  is  much  work 
for  every  possible  commissioner.  The  number  of  complaints  now- 
being  filed  with  the  Commission  is  greater  than  ever.  Nor  is 
there  any  prospect  that  the  volume  of  business  will  decrease. 
The  other  work  of  the  Commission  is  so  much  greater  than  it 
was  at  the  time  Mr.  Harlan's  term  of  office  came  to  an  end  that, 
even  if  the  number  of  complaints  had  not  increased,  there  would 
be  need  of  early  consideration  by  President  Harding.  Until 
the  four  vacancies  are  filled  the  work  of  the  Commission  will 
drag,  because  it  is  physically  impossible  for  the  seven  commis- 
sioners to  do  all  there  is  to  be  done  under  the  present  system 
of  dispatching  business.  The  system  might  be  changed,  but 
neither  shippers  nor  railroads  seem  to  like  the  idea  of  having 
the  work  so  arranged  as  to  have  a  greater  volume  come  up  to 
the  commissioners  for  what  might  be  called  rubber  stamping. 
Both  carriers  and  shippers  at  times  appear  to  think  that  unless 
their  cases  are  handled  wholly  by  a  commissioner  in  conference 
with  all  his  colleagues  they  have  not  obtained  all  that  is  coming 
to  them. 


LOAN    TO   JEFFERSONVILLE    BRIDGE    R.    R. 

The  Treasury  Department  has  paid  $162,000  to  the  Louisville 
&  Jefferson  Bridge  Railroad  Company  under  a  loan  certificate 
issued  by  the  Interstate  Commerce  Commission. 
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INTRASTATE  RATE  ADVANCES 

The  Traffic  World  Washington  Bureau 

lii  a  bulletin,  March  1,  to  state  commissions,  John  E.  Ben- 
ton,  of  the  National  Association  of  Railway  and  Utilities  Com- 
missioners, reviewed  intrastate  rate  situations  as  follows: 

"Illinois  Rate  Case:  In  this  case  application  of  the  state  for 
mi  injunction  to  stay  advances  ordered  by  the  I.  C.  C.  was  heard 
in  the  federal  court  in  Chicago  on  February  14.  The  Injunctidn 
was  denied;  appeal  has  been  taken,  and  will  speedily  be  entered 
in  I  lie  United  States  Supreme  Court. 

"Nebraska  Rate  Case:  In  this  case  the  federal  court  has  en- 
joined the  state  officials  from  any  action  to  enforce  state  rates. 
What  action  has  been  or  will  be  taken  in  the  case  pending  In 
the  state  court,  to  which  reference  has  been  before  made,  I  am 
not  advised. 

"South  Carolina  Rate  Case:  In  this  case  the  state  has  begun 
nn  action  in  the  federal  court  to  set  aside  the  order  of  the  Inter- 
state Commerce  Commission. 

"Montana  Rate  Case:  In  Montana  the  state  authorities 
iisked  the  state  Supreme  Court  for  an  injunction  to  restrain  the 
advances  ordered  by  the  I.  C.  C.  subsequent  to  the  institution 
of  that  suit,  the  carriers  obtained  from  the  federal  court  a  tem- 
porary restraining  order,  and  also  filed  in  the  state  court  a  mo- 
tion to  transfer  the  action  there  pending  to  the  federal  court. 
The  state  court,  without  opinion,  denied  the  motion  to  transfer, 
and  the  case  was  heard  on  its  merits  before  the  full  court  on 
February  14.  So  far  as  I  am  advised,  no  opinion  has  yet  been 
handed  down,  nor  has  any  further  action  been  taken  by  the 
federal  court. 

"Legal  Effect  of  Section  208a:  Some  time  ago  I  distributed 
copies  of  the  opinion  of  the  New  York  Court  of  Appeals  in  Public 
Service  Commission  vs.  New  York  Central,  holding  that  section 
208a  of  the  transportation  act  was  a  valid  exercise  of  the  war 
power  of  Congress,  and  had  the  effect  of  establishing  federal 
control  rates  as  the  legal  rates  in  each  state  until  the  state 
should  act  affirmatively  by  statute  or  commission  order  to  change 
the  same.  In  Michigan  Central  Railroad  vs.  Michigan  Public 
Utilities  Commission,  decided  January  24,  1921,  in  the  United 
States  District  Court  for  the  Eastern  District  of  Michigan,  three 
judges  sitting,  a  like  opinion  was  rendered.  This  opinion  is 
quoted  from  at  some  length  in  our  brief  filed  in  the  Wisconsin 
case,  at  page  138g.  If  these  decisions  are  correct,  and  I  am 
satisfied  that  they  accord  with  the  intent  of  Congress,  all  pas- 
senger fare  statutes  prescribing  fares  less  than  the  rates  in  effect 
at  the  termination  of  federal  control,  to  that  extent,  have  been 
nullified." 

The  Commission  has  re-opened  No.  11623,  the  New  York 
passenger  fare  case,  and  set  it  for  further  hearing  before  Ex- 
aminer Kephart  at  New  York,  March  21,  "on  the  single  question," 
to  use  the  words  of  the  Commission's  order,  "of  whether  or  not 
the  findings  and  order  heretofore  made  should  be  modified  in  so 
far  as  they  apply  to  the  Fonda,  Johnstown  &  Gloversville  Rail- 
road company,  on  the  ground  that  the  Intrastate  fares,  charges 
and  rates  of  said  company  are  not  so  related  to  interstate  fares, 
charges  and  rates  as  to  contravene  the  provisions  of  the  inter- 
state commerce  act."  This  re-opening  was  made  on  the  allega- 
tion of  a  user  of  the  road  in  question,  an  electric  line,  that  the 
local  fares  in  and  around  Amsterdam,  N.  Y.,  have  no  more  to  do 
with  interstate  rates,  fares  and  charges  than  the  rates,  fares 
and  charges  of  hundreds  of  other  little  interurban  roads  doing  a 
wholly  local  business. 

Chief  Counsel  Farrell  of  the  Commission  argued  the  Com- 
mission's side  of  the  case  in  the  federal  court  in  New  York  City, 
Feb.  23,  in  which  the  city  of  New  York  attacked  the  Commis- 
sion's order  in  the  New  York  passenger  fare  case.  This  suit  at- 
tacked the  validity  of  the  order  along  the  same  lines  as  followed 
by  the  attorney  general  of  New  York  in  his  suit  in  the  federal 
court  at  Utica,  N.  Y.,  which  was  dismissed  by  the  court  on  the 
ground  that  the  Commission  made  a  lawful  order. 

In  the  case  before  the  federal  court  at  Utica  a  number  of 
carriers  had  intervened  and  the  court  issued  preliminary  In- 
junctions against  the  state  commission  from  interfering  with  the 
carriers'  observance  of  the  federal  commission's  order. 

Refusal  of  the  Tennessee  Railroad  and  Public  Utilities  Com- 
mission to  permit  carriers  to  increase  their  intrastate  C.  L. 
rates  on  common  brick,  sewer  pipe,  earthen,  clay  or  concrete, 
and  on  stone  and  gravel,  when  for  use  in  the  construction  of 
public  highways  and  consigned  to  federal,  state,  county  or  mu- 
nicipal authorities  to  correspond  with  the  interstate  increase 
of  25  per  cent  authorized  in  Ex  Parte  74,  has  resulted  in  the 
Commission  entering  an  order  in  No.  12132.  Tennessee  Rates 
and  Charges,  instituting  an  investigation  and  hearing  before 
Examiner  C.  R.  Seal  at  Nashville,  Tenn.,  March  21,  to  determine 
whether  the  lower  intrastate  rates  create  discrimination  against 
interstate  commerce. 

The  federal  court  at  Indianapolis  has  enjoined  the  attorney- 
general  of  Indiana  and  the  state  commission  from  interfering 
with  the  enforcement  of  the  Interstate  Commerce  Commission's 
order  in  the  Indiana  intrastate  rate  case.  The  court  held  that 
under  the  transportation  act  the  authority  of  the  Commission 


over  intrastate  rates  wag  enlarged  and  that  it  had  the  authority 
to  Issue  the  order. 


WISCONSIN  RATE  CASE 

The  Traffic  World  Waihinglon  Bureau 

The  following  statement  for  the  preRB  relative  to  the  posi- 
tion of  the  state  commissions  in  the  Wisconsin  intrastate  rate 
case  was  issued  by  John  E.  Benton,  general  solicitor  of  the 
National  Association  of  Railway  and  Utilities  Commissioners: 

"The  attorneys-general  and  railroad  and  utilities  commis- 
sions of  42  states,  in  a  test  case  before  the  United  States  Su- 
preme Court  February  28  contested  the  constitutionality  of  the 
transportation  act  of  1920  as  administered  by  the  Interstate 
Commerce  Commission,  in  a  brief  filed  by  them  in  the  Wisconsin 
rate  case,  which  is  to  be  argued  this  week. 

"This  case  is  one  where  the  Interstate  Commerce  Com- 
mission has  ordered  all  passenger  fares  in  Wisconsin  advanced 
and  is  the  first  to  reach  the  Supreme  Court  Involving  the  con- 
struction and  constitutionality  of  the  so-called  Esch-Cummins 
bill. 

"The  attorneys-general  say  that  the  act  as  construed  cen- 
tralizes all  power  of  railroad  regulation  in  one  board  in  Wash- 
ington, at  a  distance  from  the  people.  They  point  out  that  if 
this  can  be  done  as  to  railroads,  it  will  be  done  in  other  lines, 
thus  building  up  a  centralized  government  by  bureaus  in  Wash- 
ington, to  the  destruction  of  the  powers  of  local  self-government 
reserved  to  the  states  under  the  federal  Constitution.  The  act 
gives  the  federal  Commission  power  to  prescribe  state  rates 
by  orders,  and  disables  the  states  from  ever  regulating  those 
rates  thereafter,  unless  the  federal  orders  are  set  aside. 

"The  brief  also  attacks  the  provision  in  the  act  requiring 
rates  to  be  made  to  yield  a  fixed  percentage  return.  It  is  said 
that  this  is  uneconomic  and  unconstitutional,  and  that  under 
such  a  law  if  prices  fall  and  business  decreases  railroad  rates 
must  increase,  regardless  of  business  conditions,  and  of  the 
constitutional  right  of  shippers  to  a  fair  rate  based  upon  the 
value  of  the  transportation  service  rendered. 

"Emphasis  is  laid  on  a  point  not  before  generally  discussed. 
It  is  claimed  that  the  requirement  compelling  the  Commission 
to  group  roads  together,  and  make  rates  that  will  yield  an 
aggregate  fixed  return  on  the  aggregate  value  of  all  roads  in 
the  group,  operates  to  require  the  traffic  of  the  country  to  pay 
a  return  on  the  poor  and  worthless  roads  as  well  as  on  the  good. 
No  road  gets  more  than  it  earns,  but  the  roads  that  move  the 
main  traffic  of  the  country  are  allowed  to  earn  on  their  own 
value  and  on  the  value  attributed  to  the  worthless  roads  as 
well.  It  is  said  that  this  places  a  double  burden  on  shippers 
and  is  unconstitutional. 

"It  is  claimed  that  the  proceedings  in  Congress  show  that 
it  was  not  intended  by  Congress  to  take  away  state  power  of 
regulation,  and  parts  of  the  act  which  are  said  to  clearly  con- 
template the  continuance  of  state  regulation  are  pointed  out." 

"This  is  a  practical  question,"  said  Mr.  Benton.  "The  men 
who  file  this  brief  are  seeking  to  preserve  our  government  as 
it  is,  with  power  in  the  states  to  serve  the  people  locally.  A 
board  in  Washington  cannot  regulate  the  rates  and  service  of 
the  railroads  in  every  part  of  this  great  country.  The  orders 
so  far  made  show  this.  The  federal  Commission  has  based 
these  orders  on  the  carriers'  need  for  revenue.  The  state  com- 
missions have  recognized  this  need,  and  generally  have  made 
large  rate  increases,  but  they  have  considered  local  conditions 
and  the  rights  of  shippers  also,  and  have  tried  to  avoid  destroy- 
ing traffic.  The  federal  Commission  has  set  aside  their  orders 
and  made  state-wide  percentage  increases,  attempting  to  ad- 
vance rates  everywhere  on  every  kind  of  traffic  by  the  same 
percentage.  They  have  said  that  they  do  not  have  the  time 
now  to  consider  particular  rates,  and  that  reductions  in  partic- 
ular rates  can  be  made  hereafter  if  shown  to  be  necessary. 

"This  demonstrates  the  impossibility  of  regulation  for  the 
entire  country  by  a  central  board.  It  puts  the  burden  on  ship- 
pers to  prosecute  proceedings  in  Washington  to  get  rates  on 
which  they  can  do  business.  While  they  are  doing  that  they  may 
be  ruined.  These  matters  should  be  attended  to  locally,  where 
local  rates  are  involved.  The  state  commissions  do  have  time, 
and  they  know  local  conditions,  and  are  near  to  shippers,  not 
hundreds  or  thousands  of  miles  away,  as  the  federal  Commis- 
sion is  from  most  communities." 

Argument  in  the  Wisconsin  intrastate  rate  case  (No.  694, 
Railroad  Commission  of  Wisconsin  vs.  C.  B.  &  Q.)  was  not 
reached  in  the  United  States  Supreme  Court,  February  28,  the 
day  it  was  assigned  for  argument.  It  was  regarded  as  probable 
that  it  would  be  reached  later  in  the  week.  The  court  assigned 
a  number  of  cases  for  argument  on  February  28,  and  they  were 
to  be  taken  up  in  turn.  Briefs,  however,  were  filed  by  the  Inter- 
ested parties  on  that  date. 

~~  "The  contention  which  we  make  is,  we  submit,  justified  by 
the  broad  national  purpose  expressed  in  this  act,  and  by  the 
moral  considerations  of  equity  and  of  equality  of  opportunity 
to  all  the  people,  with  favoritism  toward  none  and  with  special 
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privileges  made  impossible,"  said  Alfred  P.  Thorn,  general  coun- 
sel of  the  Association  of  Railway  Executives,  in  his  brief. 

Mr  Thorn,  In  support  of  the  interpretation  placed  on  the 
transportation  act  by  the  Interstate  Commerce  Commission  and 
its  exercise  of  jurisdiction  over  intrastate  rates  held  to  be  dis- 
criminatory against  interstate  commerce,  discussed  the  consti- 
tutional power  of  Congress  to  confer  on  the  Commission  author- 
ity over  state  rates  under  the  commerce  power,  the  war  power 
and  the  power  to  establish  post  offices  and  post  roads. 

The  commerce  power  alone,  he  contended,  is  adequate  to 
support  the  regulation  by  Congress  of  state  rates  as  contained 
in  section  13  of  the  interstate  commerce  act.  He  reviewed  the 
strife  and  controversy  over  trade  matters  among  the  states  in 
the  early  days  of  the  Union,  and  the  development  of  federal 
regulation. 

"A  broad  and  wise  policy  in  dealing  with  the  instrumentali- 
ties of  commerce  is  a  matter  of  supreme  interest  to  all  the 
state,"  said  he.  "A  narrow  or  niggardly  or  selfish  policy,  if 
adopted  by  any  one  of  the  states  through  which  a  railroad 
passes,  may  seriously  cripple  and  depress  the  commerce  of  every 
other  state  which  the  railroad  serves." 

"What  is  to  be  done?"  he  asked.  "Shall  the  views  of  the 
national  government  and  of  the  states  which  agree  with  its 
national  policy  prevail,  or  shall  the  views  of  the  dissenting  states 
become  the  dominant  regulation  of  commerce?  If  the  latter, 
Congress  would  be  denied  the  exercise  of  its  constitutional  au- 
thority, and  the  state,  not  the  nation,  would  be  supreme  within 
the  national  field." 

Mr.  Thorn  attacked  as  unsound  the  argument  which  con- 
cedes to  the  national  government  the  power  to  declare  and  re- 
move a  discrimination  of  a  single  rate  made  by  a  state  against 
a  competitive  interstate  rate,  but  denies  to  it  the  power  to  de- 
clare and  remove  a  discrimination  created  by  a  body  of  state 
rates  against  the  entire  structure  of  interstate  commerce,  be- 
cause that  would  amount  to  the  concession  of  a  power  to  protect 
a  detail  of  interstate  commerce  and  a  denial  of  the  power  to 
protect  and  preserve  interstate  commerce  itself. 

The  government  might  construct  a  transportation  system 
itself,  he  argued,  and  no  one  would  question  the  right  of  the 
government  to  regulate  all  of  the  rates,  state  as  well  as  inter- 
state. 

"The  power  to  do  this  cannot  be  more  restricted  and  cannot 
be  less  comprehensive,  if  Congress  elects  to  perform  its  duty 
of  regulation  through  private  individuals  or  private  corporations," 
said  he. 

Taking  up  the  war  power  of  Congress,  Mr.  Thorn  contended 
t  was  sufficient,  standing  alone,  to  sustain  the  validity  of  the 
power  exercised  by  Congress  over  intrastate  rates. 

There  could  be  no  doubt  that  the  war  power  included  the 
power  of  reasonable  preparation  and  organization  for  purposes 
of  national  defense,  said  he. 

"It  is  proper,  therefore,"  he  said,  "to  inquire  whether  the 
'fostering  and  preservation  in  full  vigor  of  rail  and  water  trans- 
portation' is  a  reasonable  means  of  preparation  and  organiza- 
tion in  times  of  peace  for  the  efficient  performance  of  the  war 
duty  and  the  effective  exercise  of  the  war  power,  and  whether 
i  so  closely  related  to  the  exercise  of  the  power  as  to  come 
within  its  scope.  It  has  been  treated  so  both  by  Congress  and 
the  President." 

Under  the  war  power,  he  argued,  Congress  may,  in  its  dis- 
etion,  as  a  means  of  fostering  and  promoting  in  full  vigor  the 
transportation  systems,   control   and   regulate,  within  constitu- 
tional limitations,  their  rates  and  charges,  both  state  and  inter- 
state.   Otherwise,   he   said,   it   would    be   in   the   power   of   the 
i  to  obstruct  and  defeat  the  war  power  which  the  states 
conferred  on  Congress  and  the  exercise  of  which,  for  the  pro- 
tection of  themselves  and  their  people,  they  have  the  rieht  to 
exact  from  Congress. 

The  power  to  establish  post  offices  and  post  roads  was  dis- 
cussed briefly  by  Mr.  Thorn,  who  contended  that  that  power 
alone  was  sufficient  to  sustain  the  validity  of  the  action  of  Con- 
gress  with  reference  to  regulation  of  state  rates 

Turning  to  the  system  of  regulation  which  grew  up  as  the 
result  of  abuses,  Mr.  Thorn  said  in  the  corrective  process 
financial  vitality  of  the  carrier  was   impaired      The  condition 
existing  at  the  outbreak  of  the  European   war  and  the  taking 
over  of  the  railroads  by  the  United  States  later  were  referred 
the  conclus.on  that  the  people  had  learned  the  essential 
dependence  of  the  producing  and  consuming  public  on  adeau 
means  of  distribution  and  that  the  outgrowth  of  that  Wesson  wa* 
the  adoption  of  the   transportation   act. 

"For  the  first  time  in  the  history  of  regulation    the  truth 

^hrZTd   that  ,the,raOSt  C08t'y  «>-«temgof  transportaZ 

the  people  is  an   inadequate  system,"  said  he     "Thus   Con 

greB«  undertook  to  create  and  to  preserve  adequate  and  com 

lent  instrumentalities  of  transportation  to  serve  the  commerce 
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mission  to  provide  from  interstate  commerce,  that  there  is  an 
unjust  and  hurtful  discrimination  against  interstate  commerce. 
If  this  is  not  so,  then  interstate  commerce  must,  under  the  re- 
quirements of  the  act,  continue  to  move  on  more  disadvan- 
tageous terms  than  state  traffic,  and  those  who  engage  in  state 
traffic  can  do  their  business  on  better  terms  than  those  who 
engage  in  interstate  traffic." 

The  validity  of  the  Commission's  order  in  the  Wisconsin 
case  was  defended  by  Bruce  Scott  and  Kenneth  P.  Burgess, 
counsel  for  the  Chicago,  Burlington  &  Quincy. 

John  E.  Benton,  general  solicitor  of  the  National  Association 
of  Railway  and  Utilities  Commissioners,  was  permitted  to  file 
a  brief  as  amicus  curias  on  behalf  of  forty-two  states,  but  was 
denied  opportunity  to  make  oral  argument.  The  brief  of  the 
state  commissions  was  voluminous,  containing  a  full  discussion 
of  intrastate  regulation  from  their  viewpoint. 

The  state  commissions  asked  that  the  transportation  act  be 
held  in  violation  of  the  federal  Constitution  and  that  the  order 
of  the  Commission  in  Ex  Parte  74  and  in  the  Wisconsin  case  be 
held  illegal  and  void. 

"Already,"  it  was  argued  in  the  brief,  "the  Commission  has 
made  state-wide  orders  dispossessing  the  states  of  New  York, 
North  Carolina,  South  Carolina,  Ohio,  Indiana,  Illinois,  Michigan, 
Wisconsin,  Minnesota,  Nebraska,  Arkansas,  Montana  and  Utah 
of  power  cover  substantially  all  passenger  fares.  Like  orders 
have  been  made  covering  freight  rates  in  the  states  of  Indiana, 
Illinos  and  Nebraska.  The  Commission  has  also  instituted  pro- 
ceedings looking  toward  like  orders  with  respect  to  freight 
rates  or  passenger  rates,  or  both,  in  the  states  of  Georgia,  Ala- 
bama, Florida,  Missouri,  Kansas,  Louisiana,  North  Dakota,  Texas, 
Nevada  and  Arizona." 

The  power  to  regulate  carriers  in  any  respect,  as  to  their 
intrastate  operations,  would  be  found  to  have  been  transferred 
to  the  federal  government  if  the  Commission  were  sustained,  it 
was  contended. 

"The  refusal  of  the  state  authorities  to  permit  advances  of 
intrastate  rates  corresponding  to  those  allowed  by  it  (the  Com- 
mission) operates  to  defeat  the  declared  purpose  of  Congress, 
by  a  preferential  basis  of  rates,  and  results  in  an  unlawful 
preference  againsnt  interstate  shippers  and  in  discrimination 
of  a  new  kind  against  interstate  commerce,"  counsel  said,  inter- 
preting the  Commission's  decision. 

A  legislative  history  of  the  drafting  of  the  transportation 
act  and  particularly  sections  15-a  and  13  was  set  forth  in  the 
brief.  It  was  contended  that  it  was  not  the  intention  of  the 
House  committee  on  interstate  commerce  to  extend  the  power 
of  the  Commission  beyond  what  it  had  been  held  to  be  in  the 
Shreveport  case.  Reference  again  was  made  to  the  removal  of 
the  words  "undue  burden"  in  section  13.  It  was  also  argued 
that  Congress  expressly  did  not  extend  the  power  of  the  Com- 
mission over  intrastate  rates. 

"We  maintain  that  Congress  intended  only  to  command  the 
Commission,  in  adjusting  rates,  to  do  what  it  could  to  enable 
carriers  to  earn  the  income  prescribed,  acting  'in  the  exercise 
of  its  power'  to  regulate  interstate  rates,"  counsel  for  the  state 
commissions  argued.  "If  rates  prescribed  by  state  authority 
shall  chance  to  be  too  low,  and  because  of  that  fact  the  net 
railway  operating  income  shall  fall  short  of  producing  a  fail- 
return  on  the  aggregate  value  of  all  carrier  property,  it  will 
still  be  'as  nearly  as  may  be'  to  that  return,  by  reason  of  any- 
thing that  the  Commission  may  do  'in  the  exercise  of  its  power 
to  prescribe  just  and  reasonable  rates." 

It  was  further  contended  that  interstate  and  intrastate  com- 
merce cannot  be  arbitrarily  linked  together  and  that  the  power 
of  Congress  is  dominant  over  intrastate  commerce  only  to  the 
extent  that  its  exercise  is  necessary  to  protect  interstate  com- 
merce. 

"The  state  commissions  are  48  in  number,"  counsel  said. 
"They  are  near  to  the  people  and  when  complaints  are  brought 
to  them  they  act  quickly.  A  bureau  in  Washington,  hundreds  or 
thousands  of  miles  away  from  people  who  want  to  complain,  and 
buried  in  thousands  of  complaints  that  would  suffice  to  keep 
48  commissions  busy,  comes  as  near  to  ideal  regulation  from 
the  railroad  point  of  view  as  can  be  imagined.  So  the  carriers 
are  for  'a  strong  and  exclusive  jurisdiction  in  the  Interstate 
Commerce  Commision.'  " 

The  Commission's  decision  in  Ex  Parte  74  was  attacked  be- 
cause a  separation  of  the  valuation  on  the  carriers'  property 
in  the  Western  and  Mountain-Pacific  groups  was  made,  and  this 
act  of  omission,  it  was  contended,  made  invalid  the  order.  The 
point  was  also  made  that  the  Commission  had  not  provided  for 
a  joint  hearing  with  the  Wisconsin  Railroad  Commission  in  the 
Wisconsin  case. 

In  a  brief  filed  by  Attorney-General  William  J.  Morgan  and 
other  counsel  for  Wisconsin  the  specifications  of  error  are: 

I.  The  order  of  the  Interstate  Commerce  Commission,  under  which 
tne  disputed  rates  are  sought  to  be  kept  in  force  is  void. 
t',»t  tV^'L        5?J*  PurPOrts  to  displace  all  state  rates  on  the  ground 
,,i,,  ,    11  e  d'fference  in  rate  level  causes  "any  undue,  unreasonable 
vni«     Sr  <  Iscriminatlcm  against  interstate  or  foreign1  romm-roe"   is  in 
excess  of  jurisdiction,  and  an  abuse  of  power 

'r»tS«fc""in^  "it4  P°wer  was  given   to   bring  an  entire   sehedule  ol 
>   »P  to   the   level   of  interstate   rules,    because   of   "revenue 
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rlllllnatlOM."  jui  isiii<-tk>ii  was  ini|,iu|icrlj  und  prematurely  cxer- 
iii  Miv  pri-si'Ml 

C.  So  far  as  Ihr  ordiT  purports  In  reinovo  prejudice  and  dlscrlml- 
natii>ii  aKainst  I»-IM.M.  or  locaiitlcN,  "It  hug  no  definite  fleld  of  opera- 
tion ainl  leaves  uncertain  the  territory  and  points  to  which  It  applies." 

2.  Thf  lull  in  ronii  hiint  fiills  wholly  to  make  a  prlma  facie  show- 
mi;  as  to  (hi'  invalidity  of  tln>  Wisconsin  statutes. 

The  argument  proceeds  under  the  two  principal  titles  or 
Mildness  and  the  failure  to  make  a  prima  facie  case. 

One  of  (he  early  and  fundamental  propositions  in  the  brief 
is  that  Congress  did  not  authorize  or  direct  a  unified  control  of 
railroads  or  rates  and  that  therefore  a  mere  difference  in  the 
level  of  rates  does  not  constitute  a  discrimination.  The  sugges- 
tion is  that  there  must  be  proof  that  the  difference  in  rates  is 
ilic  ruuse  of  a  discrimination  that  has  been  shown. 

Attorney-General  Clifford  L.  Hilton  and  Assistant  Attorney- 
General  Henry  C.  Flannery  of  Minnesota  filed  a  brief  as  friends 
of  the  court.  In  their  opening  paragraph  they  suggest  that  the 
purpose  of  the  interlocutory  decree  issued  by  the  lower  federal 
court  was  not  to  preserve  the  status,  but  to  tie  the  hands  of 
the  state  officials  while  an  entirely  new  scheme  of  passenger 
faros  was  being  brought  into  existence.  In  their  concluding 
paragraph  they  call  attention  to  the  fact  that  if  the  order  of  the 
Commission  should  be  upheld  an  anomalous  situation  would  be 
brought  about,  because  the  rates  put  into  effect  by  the  order  of 
i  lu'  Commission  could  not  be  changed,  even  if  the  interstate 
rates  were  lowered,  because  they  are  rates  for  application  within 
the  state  which  could  not  be  changed  by  either  the  state  or  the 
nation,  because  the  state  cannot  change  rates  made  by  the  na- 
tional authority  and  the  only  jurisdiction  claimed  by  the  federal 
( 'unimission  is  that  to  remove  discriminations  against  interstate 
commerce. 


FILING  OF  OVERCHARGE  CLAIMS 

The  Tragic   World   Washington  Bureau 

Shippers  who  did  not  file  overcharge  claims  with  the  Com- 
mission prior  to  March  1,  under  the  ruling  of  the  Railroad  Ad- 
ministration will  be  protected  by  appropriate  legislation  if  the 
ruling  is  not  reversed,  says  Senator  Cummins,  chairman  of  the 
Senate  committee  on  interstate  commerce. 

"I  do  not  agree  with  the  Director-General's  ruling  that  over- 
charge claims  must  be  filed  with  the  Commission  before  March 
1,"  said  he.  "If  it  is  not  changed,  it  may  be  taken  for  granted 
that  overcharge  claims  not  filed  by  that  date  will  not  be  cut 
off." 

J.  H.  Beek,  executive  secretary  of  the  National  Industrial 
Traffic  League,  in  a  letter  to  Senator  Kellogg,  member  of  the 
Senate  interstate  commerce  committee,  protested  against  the 
Railroad  Administration's  interpretation  of  section  206  (c)  of 
the  transportation  act  with  regard  to  overcharge  claims. 

"I  think  Congress  should  amend  section  206  (c)  and  clarify 
it,  by  expressly  excluding  therefrom  overcharge  claims,"  wrote 
Mr.  Beek. 

He  suggested  that  the  end  desired  might  be  accomplished 
by  an  amendment  to  the  bill  introduced  recently  by  Senator 
Jones,  of  Washington,  relating  to  telegraph  and  telephone  repara- 
tion claims  which  originated  during  federal  control  of  the  wire 
systems.  If  the  railroads  were  included  in  that  bill,  he  said, 
it  would  extend  both  reparation  claims  and  claims  for  over- 
charges for  one  year. 

"The  Commission  has  nothing  to  do  with  overcharge  claims," 
Mr.  Beek  explained. 

Others  who  brought  the  situation  with  respect  to  overcharge 
claims  to  the  attention  of  the  Senate  committee  were  George 
Parks,  of  the  Chicago  Live  Stock  Exchange,  and  C.  R.  Marshall 
for  the  Western  Shippers'  Association. 

Senator  Cummins  said  that,  of  course,  nothing  could  be  done 
at  the  present  session  but  that  the  matter  would  be  taken  up 
at  the  extraordinary  session,  which  is  expected  to  be  called  about 
April  4. 

It  was  regarded  as  likely  that  an  effort  would  first  be  made 
after  March  4  to  obtain  a  reversal  of  the  decision  of  the  Rail- 
road Administration.  Failing  in  that,  a  bill  will  be  introduced 
to  meet  the  situation. 

It  is  estimated  that  about  100,000  claims  for  overcharges 
were  filed  with  the  Commission  before  the  end  of  February  by 
shippers  who  tried  to  comply  with  the  ruling  of  the  Railroad 
Administration  (in  which  the  Interstate  Commerce  Commission 
acquiesced)  that  section  206(c)  covers  claims  for  overcharges  as 
well  as  claims  for  reparation. 

Until  there  has  been  a  complete  check  of  everything  filed  the 
last  two  weeks  of  February,  there  can  be  no  definite  information 
as  to  the  number  of  overcharge  claims.  There  are  shippers  who 
nearly  always  initiate  reparation  cases  by  claiming  that  the 
railroad  involved  made  an  overcharge.  With  them  every  kind 
of  a  claim,  even  for  loss  and  damage,  starts  put  as  a  claim  for 
overcharge.  Such  shippers'  claims  are  mixed  with  claims  which, 
when  analyzed,  will  be  found  to  be  what  they  purport  to  be, 
charges  greater  than  allowed  by  the  tariffs,  and  about  which 
there  can  be  no  question  of  the  proper  construction  of  the 
applicable  tariff. 

Clerks  of  the  Commission  were  wholly  unable  even  to  open, 


on  the  day  of  receipt,  the  bags  and  packages  of  registered  mall 
addressed  to  the  Commission  and  delivered  on  the  last  day  of 
the  month.  Five  or  six  bags  of  registered  mall,  received  on  one 
delivery,  presumably  from  one  big  shipper,  were  laid  aside  un- 
opened, so  as  to  dispose  of,  first,  the  smaller  packages,  which 
might  have  become  lost.  The  floor  of  the  malls  and  flies  section 
was  piled  with  claims  that  had  been  ppened  and  tagged  but  not 
recorded  by  the  force  of  type-writers  working  to  make  a  record 
on  the  card  index  system.  The  clerks  prior  to  the  big  rush  on 
the  last  day  had  been  working  overtime  and  Sundays  for  ten 
days  in  an  effort  to  keep  abreast  of  the  unusual  volume  of  mall 
caused  by  the  ruling. 

A  considerable  number  of  shippers  filed  claims  by  telegraph 
giving  less  information  than  required  by  the  rules  of  the  Com- 
mission. But  for  the  fact  that  Senator  Cummins  has  said  that 
relief  would  be  given  shippers,  by  congressional  action.  If  the 
Director-General  does  not  modify  his  ruling,  the  question  whether 
the  information  given  by  shippers  was  sufficient  might  become 
one  of  importance.  However,  revocation  or  modification  of  the 
ruling  would  make  the  question  of  no  moment. 

Some  shippers  have  begun  making  inquiry  as  to  whether 
Congress  is  not  likely  to  extend  the  time  for  filing  reparation 
claims  so  as  to  give  a  period  for  the  filing  of  such  claims  equal 
to  the  period  during  which  the  Railroad  Administration  may 
present  claims  for  undercharges.  As  the  matter  now  stands 
a  shipper  has  no  defense  against  a  claim  for  undercharges,  be- 
cause the  Commission  has  no  power  to  consider  an  allegation 
that  the  rate  claimed  as  a  condition  precedent  to  the  presenta- 
tion of  the  undercharge  claim,  was  unreasonable. 

That  was  the  condition  which  prevailed  with  regard  to 
reparation  claims  in  general  when  a  railroad  could  sue  for  under- 
charges until  prevented  by  the  statutes  of  the  various  states, 
regardless  of  the  fact  that  the  shipper  could  not  set  up  as  a 
defense  that  the  rate  claimed  to  have  been  applicable  was  un- 
reasonable. 

That  situation  was  cured,  as  to  belated  bills  for  under- 
charges, by  the  Supreme  Court's  decision,  in  the  Louisville  cement 
case,  that  the  two  years  of  limitation  began  running  from  the 
time  the  freight  was  paid.  Whether  the  rule  laid  down  in  that 
case  will  cover  disputes  arising  as  a  result  of  the  presentation 
of  undercharge  claims  for  transactions  during  federal  control,  is 
something  about  which  the  lawyers  have  not  been  talking  to 
any  extent.  The  transportation  law  says  that  claims  for  repara- 
tion on  account  of  unreasonable  or  unjustly  discriminatory  rates 
in  effect  during  federal  control  shall  be  filed  within  a  year  from 
the  end  of  federal  control.  Nothing  is  said  about  the  time  in 
which  the  Railroad  Administration  may  present  bills  based  on 
an  allegation  that  the  shipper  paid  less  than  the  legal  rate. 

So  far  as  facts  now  in  hand  indicate,  there  is  no  reason  to 
suspect  that  Congress  might  be  moved  to  extend  the  period  for 
filing  reparation  claims  against  the  Railroad  Administration, 
in  which  there  is  no  undercharge  allegation.  The  object  of  Con- 
gress, in  limiting  the  time  for  the  filing  of  claims  for  reparation 
based  on  an  allegation  of  an  unreasonable  or  unjustly  discrimi- 
natory rate,  was  to  bring  the  affairs  of  the  Railroad  Administra- 
tion to  an  early  end.  The  limitation  is  based  on  the  assumption 
of  Congress  that  the  government  should  be  advised,  within  a 
year,  of  the  claims  against  it,  so  that  it  might  arrange  its 
organization  to  dispose  of  them  within  the  shortest  possible 
time  and  at  the  least  expense. 

About  500  formal  cases  alleging  violations  of  one  or  more 
of  the  first  four  sections  of  the  interstate  commerce  law  or  section 
10  of  the  federal  control  law  have  been  filed  with  the  Commission 
so  as  to  come  within  the  terms  of  the  transportation  act  limiting 
the  time  for  filing  to  one  year  after  the  end  of  federal  control. 

While  that  number  is  insignificant  in  comparison  with  the 
number  of  overcharge  claims,  it  is  the  heaviest  filing  the  Com- 
mission has  ever  had  in  a  single  month.  When  business  is  brisk 
before  the  Commission  between  900  and  1,100  cases  are  filed  in  a 
year.  The  filing  in  February,  therefore,  is  about  six  times  the 
average  for  a  month. 

Congress  began  to  receive  petitions  this  week  asking  that 
the  transportation  act  be  amended  so  that  shippers  may  have 
another  year  in  which  to  file  overcharge  claims.  Petitions  were 
received  from  the  National  Retail  Hardware  Association  and  the 
Merchants  Exchange  of  St.  Louis. 

REPARATION  FOR  OVERCHARGES 

The  Traffic  World  Washington  Bureau 

Application  for  rehearing  in  No.  10457,  Boston  Chamber  of 
Commerce  et  al.  vs.  Director-General  et  al.  has  been  made  by 
W.  H.  Chandler,  traffic  director  for  that  organization.  The  case 
is  a  part  of  the  long-drawn-out  litigation  about  reconsignment. 
The-  application,  however,  is  not  merely  a  request  for  another 
rehearing  on  the  ground  that  the  Commission  overlooked  some- 
thing  or  that  the  complainant  forgot  to  say  .something  that  was 
in  mind  when  the  complaint  was  made  but  forgotten  at  the  time 
the  testimony  was  taken.  The  application,  by  necessary  impli- 
cation, requests  the  Commission  to  order  reparation  on  account 
of  admitted  overcharges — something  which  may  at  one  time  or 
another  have  been  done,  but  which  is  not  the  pcactice  nowadays. 

In  support  of  his  application  Mr.  Chandler  pointed  out  that 
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le  hearing  the  only  representative  of  the  New  England  lines 
present  Testified  that  the  amounts  for  which  the  complainant* 

aakine  for  reparation    were  overcharges  and  arose 
JFJS&'SJSS:  of  the  reconsignment  tanff  by  the  sta- 


FILING  OVERCHARGE  CLAIMS 


j    H    Beek,  executive  secretary  of  the  National  Industrial 
Traffic  League,  in  a  circular  to  members,  says: 

tD6  crroneuuB  ti yy  11^0 nv**  v«.  ».«v  »v~— — 0 "The   ruling  of  the  Law  Department  of  tne   United   states 

tion  agents,  and  it  was  agreed  that  many  c  wnwn  Administration  requiring  the  filing  of  claims  for  over- 

the  complainants  were  asking  for  reparation  were  mere  charges  made  within  fourteen  days  of  the  expiration  of  the  time 

of  overcharge.  for  flimg  was  most  unexpected.    Our  counsel  advises  us  that  m 

When   the   Commission   made   its   report    in    the   case  their  opinion  the  Jaw  does  not  require  the  filing  of  overcharge 

I   C   C   73)    dated  October  1,  1920,  Commissioner  Meyer  said  claims      Had  this  ruling  been  made  by  the  United  States  Rail- 

carriers  should  promptly  refund  the  overcharges.  It  made  no  road  Adnlinistration  at  the  time  that  it  put  out  its  first  circular 
order  requiring  the  refund.  Issuing  an  order  requiring  a  ref  ad,  relative  to  c]aims  for  reparation,  it  would  not  have  been  so  bad, 
it  has  been  suggested,  would  be  no  more  than  an  order  requiri  but  tQ  nlake  an  eleventh-hour  ruling  on  so  important  a  subject, 

when  it  was  too  late  for  thousands  of  shippers  to   prepare  to 
comply  with  the  law,  was,  to  say  the  least,  most  unfortunate 
"I  am  directed  by  the   executive   committee      to   take  this 

„,,„.,   _   subject  up  with  the  members  of  Congress,  with  a  view  to  having 

is  case  the  complainants  will  be  without  redress  if  the  carriers      the  jaw  amended  to  extend  the  time  for  the  filing  of  both  over- 
o  make  refunds   in   accordance  with   the   agreement  they     charge  and  reparation  claims.     There  can  be  no  possible  objec- 

-"--  ^ tion   to   this   course,   because,    concededly,   shippers    have   until 


naS    Dfrtrll   nus&^ot-^ut    T»VUIV»    "^   *»**   « 

the  carriers  to  obey  the  law  which  forbids  them  to  exact  more 
than  their  published  charges. 

Chandler,  however,  in  his  application  for  rehearing,  asserts 
that  unless  the   Commission   issues   an   order  of   reparation  in 


made  with  the  complainants  at  the  hearings  in  which  the  car- 
riers said  the  claims  for  reparation  were  mere  overcharges. 

In  his  application  Chandler  asserted  that  "no  defense  was 
offered  by  any  railroad  other  than  the  New  Haven,  against  which 
claims  have  been  presented,  and,  so  far  as  such  claims  are 
concerned,  the  Commission  erred  in  not  instructing  that  repara- 
tion be  granted. 

"Inasmuch  as  any  failure  on  the  part  of  the  defendants  to 
adjust  these  claims  in  accordance  with  agreement  reached  during 
the  hearing  of  the  case,  in  conformity  with  the  terms  of  the 
complaint  itself,  will,  after  March  1,  leave  the  complainants 
without  any  redress,  because  of  the  statute  of  limitations  run- 
ning against  them  as  provided  in  the  transportation  act  of  1920, 
the  matter  is  called  to  the  attention  of  the  Commission  in  this 
manner,  so  that  complainants'  rights  may  be  protected  by  further 
action,  if  necessary." 

This  application  raises  the  question  whether  the  formal  com- 
plaint involving  the  so-called  overcharges,  as  a  filing,  is  suffi- 
cient to  comply  with  the  ruling  made  by  the  Railroad  Admin- 
istration. It  also  invites,  it  is  believed,  the  Commission  to  say 
that  It  has  or  has  not  the  power  to  order  reparation  on  over- 
charge claims,  just  as  if  they  were  claims  for  reparation  on 
account  of  the  rates  in  violation  of  one  or  all  the  first  four  sec- 
tions of  the  interstate  commerce  law. 

The  Commission,  it  is  believed,  will  have  to  do  something 
with  the  question  of  overcharge  claims  filed  with  it  that  will 
have  the  effect  of  clearing  its  files.  It  has  always  taken  the 
position  that  It  cannot  add  anything  to  the  law  by  ordering  the 
refund  of  overcharges.  When  it  discovers  an  overcharge  in 
connection  with  its  Investigation  of  a  formal  case,  it  merely  says 
the  overcharge  should  be  refunded.  That  is  what  it  did  in  the 
case  in  which  Mr.  Chandler  has  filed  an  application  for  re- 
hearing, and  in  dozens,  if  not  hundreds,  of  other  cases. 

If  the  Railroad  Administration's  personnel  is  not  changed 
almost  immediately  by  President  Harding,  it  will  probably  re- 
quest the  Commission  to  forward  the  claims  registered  with  it 
to  the  railroads  which  would  have  to  settle  them  if  there  had 
been  no  such  thing  as  government  operation.  If  and  when  that 
is  done,  the  question  may  be  raised  by  some  railroad  as  to  why 
It  should  settle  such  claims  for  the  Railroad  Administration. 
Such  a  questioner,  however,  it  is  suspected,  will  not  get  far,  be- 
cause, as  a  rule,  the  Railroad  Administration  is  so  deeply  in  debt 
to  every  railroad  that  it  can  force  any  recalcitrant  carrier  to 
adjust  the  overchage  claims  by  the  simple  expedient  of  holding 
up  the  adjustment  of  its  accounts  until  it  decides  that  it  can 
afford  to  dispose  of  overcharge  claims,  payments  on  which,  of 
course,  would  be  charged  to  the  government's  account,  and  dis- 
posed of  in  the  final  settlement  between  the  government  and 
the  particular  carrier  interested. 

Senator  Fletcher  of  Florida  has  introduced  S.  5041,  amending 
section  206  (c),  so  as  to  allow  two  years  from  the  end  of  federal 
control  for  the  filing  of  reparation  claims,  based  on  alleged  un- 
reasonable or  unjustly  discriminatory  or  unduly  or  unreasonably 
prejudicial  rates,  "or  otherwise  in  violation  of  the  interstate 
commerce  act."-  The  bill  makes  two  changes  in  the  section. 
The  first  is  that  the  claims  "shall"  instead  of  "may"  be  filed. 
The  second  is  that  the  filing  must  be  within  "two"  years  instead 
of  one  year. 

The  bill,  however,  died  with  the  sixty-sixth  Congress  at 
noon  of  March  4.  It  must  be  reintroduced,  if  the  Florida  sen- 
ator wishes  to  press  for  a  change  in  the  law.  His  introduction 
of  the  bill  in  the  closing  hours  of  the  sixty-sixth  Congress  was 
mere  notice  of  a  desire  that  the  law  be  changed. 

Introduction  of  the  bill  in  the  last  Congress  or  in  the  sixty- 
eventh,  can  have  no  effect  on  the  status  of  the  100,000  over- 
charge claims  it  has  been  estimated  reached  the  files  of  the 
omission  before  March  1    The  fact  of  its  introduction  might 


February  28,  1922,  within  which  to  bring  actions.  Therefore,  the 
extension  of  the  time  for  the  filing  of  these  claims  will  not  delay 
the  winding  up  of  the  affairs  of  the  United  States  Railroad  Ad- 
ministration. 

"We  believe  it  will  not  be  difficult  to  secure  such  an  amend- 
ment. Certainly  the  shippers  will  all  favor  it.  The  railroads  are 
apparently  sympathetic.  In  any  event  they  will  not  oppose  it 
The  only  opposition  therefore,  if  any,  will  probably  come  from 
the  United  States  Railroad  Administration  and  that  opposition 
will  not  be  particularly  effective. 

"We  respectfully  suggest  that  you  telegraph  and  write  to 
your  United  States  senators  and  members  of  Congress,  urging 
them  to  support  such  an  amendment,  and  that  you  endeavor  to 
get  other  shippers,  and  the  chamber  of  commerce  or  other  com- 
mercial organization  in  your  city  to  do  likewise. 

"We  think  it  would  be  advisable  for  you  to  call  specific  at- 
tention to  section  206,  paragraph  (c)  of  the  transportation  act, 
1920,  and  explain  just  what  overcharge  claims  are,  and  how  im- 
possible it  is  for  shippers  to  arrange  to  comply  with  the  law, 
on  such  short  notice.  Overcharge  claims  on  the  part  of  ship- 
pers and  claims  for  undercharges  on  the  part  of  the  carriers 
are  frequently  not  discovered  for  one,  two  or  even  three  years 
after  they  occur. 

"It  is  quite  probable  that  no  action  will  be  taken  at  this 
session  of  Congress,  but  it  can  be  taken  up  at  the  special  session, 
and,  if  the  time  is  extended,  shippers'  rights  will  be  protected. 
We  suggest  immediate  action,  however,  on  the  theory  that  there 
is  a  bare  possibility  that  action  may  be  taken  at  the  present 
session.  If  action  is  not  taken  at  the  present  session,  the  recess 
will  afford  shippers  an  opportunity  to  discuss  the  subject  per- 
sonally with  their  congressmen. 

"There  is  no  intimation  that  the  United  States  Railroad  Ad- 
ministration will  not  continue  to  collect  undercharges  after 
February  28,  although  we  assume  that  they  will  not  pay  over- 
charge claims  after  that  date  unless  they  have  been  filed  with 
the  Commission  on  or  before  February  28,  unless  the  law  is 
amended. 

"In  our  circular  No.  325,  you  will  find  a  telegram  addressed 
to  John  F.  Finerty,  assistant  general  counsel,  Law  Department. 
United  States  Railroad  Administration,  specifically  inquiring 
whether  the  Administration  would  decline  to  pay  overcharge 
claims  after  March  1,  which  have  not  been  filed  with  the  Inter- 
state Commerce  Commission,  and  to  this  inquiry  he  made  no 
reply." 

R.  T.  Willette,  traffic  and  industrial  commissioner  of  the 
chamber  of  commerce  of  Atchison,  Kan.,  has  sent  the  following 
to  senators  and  representatives  in  Congress  from  the  state  of 
Kansas: 

"The  law  department  of  the  U.  S.  Railroad  Administration 
has  ruled  that  claims  for  straight  overcharges  in  freight,  demur- 
rage, storage  or  other  transportation  or  accessorial  sevice  charges 
in  connection  with  shipments  that  moved  over  lines  operated 
by  the  President,  through  the  Director-General,  during  the  period 
of  federal  control  must  be  filed  with  the  Interstate  Commerce 
Commission  under  section  206-C  of  the  transportation  act  of  1920 
on  or  before  February  28,  1921,  in  order  for  the  claimant  to  re- 
ceive reimbursement  for  the  charges  assessed  in  excess  of  pub- 
lished tariff  rates. 

"In  innumerable  instances  overcharges  are  not  discovered 
by  shippers  until  two  or  even  three  years  after  such  overcharges 
occur,  and  under  the  rules  of  the  carriers  shippers  are  given 
five  years'  time  in  which  to  make  claims  for  overcharges  after 
the  date  that  such  overcharges  occur.  Under  the  rules  of  the 
Interstate  Commerce  Commission,  carriers  must  maintain  their 
tariffs  on  file  for  a  period  of  five  years  after  such  tariffs  are 
cancelled.  Therefore,  until  these  tariffs  are  destroyed  by  the 
carriers  they  will  honor  claims  for  overcharges  and,  by  the  same 


induce  the  commit  m  mlght      token-    tne    carriers    will    prosecute    claims    for    undercharges 

s  oners  to  take  their  time  in  trying  to  frame      aKainst  tne  shiDDer  for  oeriods  ranging  from  one  to  three  years 


•-  "'•"»  "•"  "«""c      against  the  shipper  for  periods  ranging  from  one  to  three  years 

hem,  on  the  theory  that  if  they_walted      after  such  undercharges  occur.     For  this  reason  there  will  be 
io  relieved  of  the  task,  but  that  is  the      thousands  of  dollars  of  illegitimate  charges  retained  by  the  Rail- 
road Administration,  which  will  be  discovered  by  the  shippers 
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sible  effect  the  introduction  of  the  bill  would  have. 
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iu  the  iifxt  year's  time,  but  ui'on  which  they  will  be  unable  to 
arrange  collection  on  account  of  the  ruling  of  the  law  depart- 
ment of  the  Railroad  Administration  requiring  that  a  record  of 
these  overcharges  be  made  with  the  Interstate  Commerce  Com- 
mission on  or  before  February  28  of  this  year. 

"Section  206-C  of  the  transportation  act  of  1920  provides 
that  complainants  praying  for  reparation  on  account  of  damage 
claimed  to  have  been  caused  by  reason  of  the  collection  or  en- 
forcement by  or  through  the  President  during  the  period  of  fed- 
eral control  of  rates,  fares,  charges,  classifications,  regulations 
or  practices  (including  those  applicable  to  interstate,  foreign  or 
intrastate  traffic),  which  were  unjust,  unreasonable,  unjustly  dis- 
criminatory, or  unduly  or  unreasonably  prejudicial,  or  otherwise 
in  violation,  of  the  interstate  commerce  act,  may  be  filed  with  the 
Commission  within  one  year  after  the  termination  of  federal 
control,  against  the  agent  designated  by  the  President.  The 
Commission  is  given  jurisdiction  to  hear  and  decide  such  com- 
plaints and  paragraph  E  of  section  206  provides  that  reparation 
claims  allowed  by  the  Commission  as  described  above  rendered 
against  the  agent  designated  by  the  President  shall  be  promptly 
paid  out  of  the  revolving  fund  created  by  section  210  of  the  act. 

"It  is  very  questionable  whether  this  act  makes  it  obligatory 
upon  the  shipper,  in  order  to  receive  proper  reimbursement  on 
straight  overcharge  claims,  to  record  or  file  such  claims  with 
the  Interstate  Commerce  Commission. 

"In  fact,  the  counsel  for  the  National  Industrial  Traffic 
League  ruled  that  it  was  unnecessary  to  record  or  file  straight 
overcharge  claims  with  the  Interstate  Commerce  Commission. 
However,  just  fourteen  days  before  the  expiration  of  the  time  for 
filing  claims  under  section  206-C  of  the  transportation  act,  the 
law  department  of  the  Railroad  Administration  ruled  that 
straight  overcharge  claims  must  be  filed  with  the  Commission. 
The  position  of  the  law  department  of  the  Railroad  Administra- 
tion simply  will  result  in  thousands  of  dollars  being  lost  to  the 
shippers  in  undiscovered  overcharges  at  this  time,  and  also  in 
straight  overcharges,  which  they  have  discovered  but  upon  which 
they  will  not  have  time  to  make  up  claims  and  file  same  with 
the  Commission  before  the  expiration  of  the  time  limit,  namely, 
February  28,  1921. 

"In  view  of  these  facts,  we  want  to  urge  you,  on  behalf  of 
the  members  of  this  organization,  to  use  your  efforts  to  have 
the  transportation  act  of  1920  amended  so  as  to  extend  the  time 
for  the  filing  of  both  straight  overcharge  and  reparation  claims 
beyond  February  28,  1921,  to  at  least  another  year's  time,  namely, 
February  28,  1922. 

"Advice  from  you  that  this  matter  will  be  given  your  con- 
sideration, if  possible  at  this  session  of  Congress,  will  be  very 
much  appreciated." 


SMALLEST  NET  REVENUE 

The  Traffic  World  Washington  Bureau 

With  the  greatest  operating  revenue  they  have  ever  had,  the 
railroads,  in  1920,  had  the  smallest  net  railway  operating  revenue 
ever  known.  These  are  the  outstanding  facts  in  the  monthly 
compilation  by  the  Commission  of  revenues  and  expenses  of  the 
large  roads  for  the  month  of  December  and  the  12  months  ended 
with  that  month. 

The  total  operating  revenue  amounted  to  $6,225,402,762;  the 
net  railway  operating  income  amounted  to  162,264,421;  the  oper- 
ating ratio  was  93.59. 

For  the  country  as  a  whole  the  revenues  rose  from  $5,184,- 
064,221  to  $6,225,402,762;  expenses  from  $4,419,441,949  to  $5,826,- 
197,474  and  the  net  railway  operating  income  fell  from  $516,290,- 
090  to  $62,264,421.  The  operating  ratio  went  up  from  85.25  to 
93.59. 

In  the  Eastern  district  the  revenue  rose  from  $2,307,024,800 
to  $2,779,984,478;  expenses  from  $2,041,346,419  to  $2,733,676,003; 
the  net  railway  operating  income  fell  from  $158,149,432  to  a  deficit 
of  $99,384,902;  the  operating  ratio  rose  from  88.48  to  98.33. 

In  the  Pocahontas  district  the  revenue  increased  from  $172,- 
751,938  to  $207,888,838;  expenses  from  $141,048,516  to  $183,961,514; 
the  net  railway  operating  income  fell  from  $24,994,387  to  $21,909,- 
641.  The  operating  ratio  increased  from  81.65  to  88.49. 

In  the  southern  district  the  revenue  increased  from  $633,584,- 
705  to  $767,890,391;  expenses  from  $560,243,301  to  $717,017,255; 
the  net  railway  operating  income  fell  from  $47,931,166  to  $20,768,- 
914;  the  operating  ratio  went  up  from  88.42  to  93.37. 

In  the  western  district  the  operating  revenue  rose  from 
$2,070,702,778  to  $2,469,639,055;  expenses  from  $1,676,803,713  to 
$2,191,542,692;  the  net  railway  operating  income  fell  from  $285,- 
215,195  to  $118,970,768;  the  operating  ratio  went  up  from  80.98 
to  88.74. 

For  the  country  as  a  whole  in  December,  the  operating 
revenue  rose  from  $453,386,816  to  $550,583,381;  expenses  from 
$414,514,029  to  $503,206,889;  the  net  railway  operating  income  fell 
from  $13,704,997  to  $10,225,583.  The  operating  ratio  fell  from 
91.43  to  90.40. 

In  the  eastern  district  the  operating  revenue  went  up  from 
$199,743,743  to  $254,824,660;  expenses  from  $191,459,409  to  $237,- 
934,411;  the  net  railway  operating  income  rose  from  a  deficit  of 
$1,756,335  to  a  positive  of  $1,073,131.  The  operating  ratio  fell 
from  95.85  to  93.37. 


In  the  PocahontuH  Region  the  revenue  Increased  from  914  - 
286,863  to  $19,840,877;  expenses  from  113,620.705  to  $16.855,590 
and  the  net  railway  operating  income  from  $37,314  to  $2,701,852. 
The  operating  ratio  fell  from  95.34  to  84.95. 

In  the  Southern  District  the  revenue  rose  from  $59,371,060  to 
$68,197,499;  expenses  from  $61,401.410  to  $60,834,207,  and  the  net 
railway  operating  income  fell  from  $5,774,334  to  $4,442,155.  The 
operating  ratio  rose  from  86.58  to  89.20. 

In  the  Western  District  the  revenue  increased  from  $179,- 
986,160  to  $207,719,346;  expenses  from  $158,032,505  to  $187,582,681, 
and  the  net  railway  operating  income  fell  from  $9,649  664  to 
$2,008,445.  The  operating  ratio  increased  from  87.80  to  90.31. 

The  Bureau  of  Statistics  of  the  Commission  Issued  a  state- 
ment March  1,  showing  the  net  railway  operating  Income  of  rail- 
roads which  has  operating  revenues  in  excess  of  $25,000,000  in 
1919.  There  are  forty-four  roads  In  that  class  and  of  that  num- 
ber sixteen  had  deficits  in  December,  1920.  The  following  shows 
the  name  of  each  road  and  its  net  railway  operating  income  or 
deficit  In  December,  1920,  as  compared  with  December,  1919,  and 
also  for  the  entire  year  of  1920  as  compared  with  1919 : 

Baltimore  &  Ohio;  deficit  of  $436,880  in  December  as  com- 
pared with  a  deficit  of  $145,514  in  December,  1919;  deficit  of 
$4,224,884  for  the  year  of  1920  as  compared  with  net  railway  oper- 
ating income  of  $5,082,426  for  1919. 

Boston  &  Maine;  deficit  of  $75,657  in  December  as  compared 
with  a  deficit  of  $1,102,135  in  December,  1919;  deficit  of  $11,811,- 
435  for  the  year  of  1920  as  compared  with  a  net  railway  operating 
income  of  $3,168,772  for  1919. 

Central  Railroad  of  New  Jersey;  deficit  of  $1,520,236  in  De- 
cember as  compared  with  deficit  of  $382,566  in  December,  1919; 
deficit  of  $8,378,716  in  1920  as  compared  with  net  of  $1,384,554 
in  1919. 

Cleveland,  Cincinnati,  Chicago  &  St.  Louis;  net  railway 
operating  income  of  $420,290  in  December  as  compared  with  net 
of  $371,621  for  December,  1919;  net  of  $6,750,025  in  1920,  as  com- 
pared with  net  of  $12,946,171  in  1919. 

Delaware  &  Hudson;  net  of  $847,403  in  December  as  com- 
pared with  net  of  $22,355  in  December,  1919;  net  railway  oper- 
ating income  of  $1,951,477  in  1920  compared  with  net  of  $2,078,- 
147  in  1919. 

Delaware,  Lackawanna  &  Western;  Net  of  $2,684,464  in  De- 
cember as  compared  with  net  of  $1,248,383  in  December,  1919; 
net  of  $5,186,136  in  1920  as  compared  with  net  of  $11,947,364  in 
1919. 

Erie,  including  Chicago  &  Erie;  net  of  $338,714  in  December 
as  compared  with  net  of  $89,036  in  December,  1919;  deficit  of 
$11,535,243  in  920  as  compared  with  net  of  $892,984  in  1919. 

Lehigh  Valley;  net  of  $52,996  in  December  as  compared  with 
net  of  $98,946  in  December,  1919;  deficit  of  $5,456,881  in  1920 
as  compared  with  net  of  $3,679,100  in  1919. 

Michigan  Central;  net  of  $275,878  in  December  as  compared 
with  net  of  $1,193,676  in  December,  1919;  net  of  $2  363  473  in  1920 
as  compared  with  net  of  $16,934,173  in  1919. 

New  York  Central;  deficit  of  $538,518  in  December  as  com- 
pared with  net  of  $4,310,807  in  December,  1919;  deficit  of  $3,692,- 
412  in  1920  as  compared  with  net  of  $49,704,630  in  1919. 

New  York,  New  Haven  &  Hartford;  deficit  of  $515,714  in 
December  as  compared  with  net  of  $347,781  in  December,  1919; 
deficit  of  $9,964,047  in  1920  as  compared  with  net  of  $6,720329 
in  1919. 

Pennsylvania;  deficit  of  $307,522  in  December  as  compared 
with  deficit  of  $3,478,165  in  December,  1919;  deficit  of  $48,229,- 
428  in  1920  as  compared  with  net  of  $13,908,663  in  1919. 

Pere  Marquette;  net  of  $95,339  in  December  as  compared 
with  net  of  $83,324  in  December,  1919;  net  of  $239,487  in  1920  as 
compared  with  net  of  $6,680,358  in  1919. 

Philadelphia  &  Reading;  net  of  $176,751  in  December  as  com- 
pared with  net  of  $264,278  in  December,  1919;  net  of  $673,703  in 
1920  as  compared  with  net  of  $3,083,280  in  1919. 

Pittsburgh  &  Lake  Erie;  deficit  of  $377,906,  in  December  as 
compared  with  net  of  $551,380  in  December,  1919;  net  of  $1,279- 
989  in  1920  as  compared  with  net  of  $3,540,388  in  1919. 

Pittsburgh,  Cincinnati,  Chicago  &  St.  Louis;  net  of  $1,161,- 
355  in  December  as  compared  with  net  of  $2,524,905  in  Decem- 
ber, 1919;  deficit  of  $10,334,803  in  1920  as  compared  with  deficit 
of  $2,696,376  in  1919. 

Wabash;  net  of  $62,366  in  December  as  compared  with  net 
of  $84,079  in  December,  1919;  deficit  of  $5,416,359  in  1920  as  com- 
pared with  net  of  $831,238  in  1919. 

Chesapeake  &  Ohio;  net  of  $1,155,963  in  December  as  com- 
pared with  deficit  of  $663,473  in  December,  1919;  net  of  $11- 
357,968  in  1920  as  compared  with  net  of  $7,463,955  in  1919. 

Norfolk  &  Western;  net  of  $1,305,211  in  December  as  com- 
pared with  net  of  $367,120  in  December,  1919;  net  of  $3,936,258 
in  1920  as  compared  with  net  of  $10,363,405  in  1919. 

Atlantic  Coast  Line;  net  of  $1,977,584  In  December  as  com- 
pared with  net  of  $1,515,497  in  December,  1919;  net  of  $1,505,690 
in  1920  as  compared  with  net  of  $7,144,330  in  1919. 

Illinois  Central;  net  of  $943,486  in  December  as  compared 
with  deficit  of  $60,653  in  December,  1919;  net  of  $6.914.199  in 
1920  as  compared  with  net  of  $4,191,796  in  1919. 
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Louisville  &  Nashville;  net  ot  M71.852  m  Decembeias  com 
with  net  of  $2,099,932  in  December,  1919;  net  of  $1,875,991 

-     -  •        -*     «•«•«     «*\-l     O4C      IM      IQlU 


pared  with  deficit  of  $180,422  in  . 

283  In  1920  as  comparel  with  net  of  $1,852,298  in  111*. 

Southern  Railway;  net  of  1600,013  in  December  as  compared 
with  net  of  $1,698,497  in  December,  1919;  net  of  $13,870,113  m 
1920  as  compared  with  net  of  $10,611,611  in  1919.  rpnpived 

Atchlson,  Topeka  &  Santa  Fe;  revised  report  not  received. 

Chicago  &  Alton;  deficit  of  $48,348  in  December  ^  compared 
with  net  of  $34,901  in  December,  1919;  deficit  of  $1,308,079  m 
1920  as  compared  with  deficit  of  $230,246  in  1919. 

Chicago  &  Northwestern;  deficit  of  $476,454  in  December  as 
compared  with  deficit  of  $1,217,644  in  December  1919;  deficit  of 
$4  323.702  in  1920  as  compared  with  net  of  $12,678,750  in  1. 1». 

Chicago,  Burlington  &  Quincy;  deficit  of  $1,892,244,  in  De- 
cember as  compared  with  net  of  $474,138  in  December,  1919;  net 
of  $8  012  046  in  1920  as  compared  with  net  of  $25,156,532  in  1919. 

Chicago,  Milwaukee  &  St.  Paul;  net  of  $403,248  in  December 
as  compared  with  deficit  of  $1,320,657  in  December,  1919;  deficit 
of  $15  079  352  in  1920  as  compared  with  net  of  $3,134,850  m  1919. 

Chicago,  Rock  Island  &  Pacific;  net  of  $535,476  in  December 
as  compared  with  deficit  of  $471,035  in  December,  1919;  net  of 
$1,590,488  in  1920  as  compared  with  net  of  $8,218,751  in  1919. 

Chicago,  St.  Paul,  Minneapolis  &  Omaha;  net  of  $116,950  in 
December  as  compared  with  net  of  $49,135  in  December,  1919; 
net  of  $1,903,584  in  1920  as  compared  with  net  of  $2,677,245  in 
1919. 

Denver  &  Rio  Grande;  net  of  $98,976  in  December  as  com- 
pared with  net  of  $781,741  in  December,  1919;  net  of  $6,364,953 
in  1920  as  compared  with  net  of  $6,033,375  in  1919. 

Great  Northern;  net  of  $530,168  in  December  as  compared 
with  deficit  of  $843,603  in  December,  1919;  net  of  $6,283,495  in 
1920  as  compared  with  net  of  $12,459,618  in  1919. 

Minneapolis,  St.  Paul  &  Sault  Ste  Marie;  deficit  of  $663,025 
in  December  as  compared  with  net  of  $271,977  in  December,  1919; 
net  of  $678,115  in  1920  as  compared  with  net  of  $5,003,454  in 
1919. 

Missouri,  Kansas  &  Texas;  net  of  671,042  in  December  as 
compared  with  net  of  $418,132  in  December,  1919;  net  of  $5,275,- 
814  in  1920  as  compared  with  net  of  $4,531,147  in  1919. 

Missouri,  Kansas  &  Texas  of  Texas;  deficit  of  $163,013  in 
December  as  compared  with  deficit  of  $1,146,929  in  December, 
1919;  deficit  of  $6,086,636  in  1920  as  compared  with  deficit  of 
$2,423,637  in  1919. 

Missouri  Pacific;  net  of  $1,141,974  in  December  as  compared 
with  deficit  of  $321,036  in  December,  1919;  deficit  of  $4,319,441 
in  1920  as  compared  with  net  of  $4,402,473  in  1919. 

Northern  Pacific;  net  of  $948,887  in  December  as  compared 
with  net  of  $1,193,562  in  December,  1919;  net  of  $8,645,556  in 
1920  as  compared  with  net  of  $18,379,363  in  1919. 

Oregon  Short  Line;  deficit  of  $24,931  in  December  as  com- 
pared with  net  of  $823,312  in  December,  1919;  net  of  $8,739,244 
in  1920  as  compared  with  net  of  $10,840,884  in  1919. 

Oregon,  Washington  R.  R.  &  Nav.  Co.;  deficit  of  $880,624  in 
December  as  compared  with  deficit  of  $253,295  in  December, 
1919;  deficit  of  $971,734  in  1920  as  compared  with  net  of  $3,208,- 
390  in  1919. 

St.  Louis-San  Francisco;  deficit  of  $583,733  in  December, 
1919,  as  compared  with  net  of  $952,942  in  December,  1919;  net  of 
$7,858,476  in  1920  as  compared  with  net  of  $14,610,382  in  1919. 

Southern  Pacific  (Pacific  System)  net  of  $3,260,302  in  Decem- 
ber as  compared  with  net  of  $2,117,756  in  December,  1919;  net 
of  $24,777,207  in  1920  as  compared  with  net  of  $32,560,709  in  1919. 

Texas  &  Pacific;  deficit  of  $980,928  in  December  as  compared 
with  net  of  $314,460  in  December,  1919;  deficit  of  $588,222  in  1920 
as  compared  with  net  of  $3,602,456  in  1919. 

Union  Pacific;  net  of  $1,085,456  in  December  as  compared 
with  net  of  $1,311,629  in  December,  1919;  net  of  $28,646,985  in 
1920  as  compared  with  net  of  $33,090,528  in  1919. 


WINSLOW  BILL  SIGNED 

The  Traffic  World   Washington  Bureau 

President  Wilson,  Feb.  26,  signed  the  Winslow  bill,  providing 
for  partial  payments  of  the  guaranty  to  railroads,  which  availed 
themselves    of   the   guaranty    provisions    of    the    transportation 
act.     No  statement  was  issued  at  the  White  House  in  regard  to 
the  approval  of  the  measure.     It  became  effective  immediately 
The  bill  had  been   submitted   to  the   Interstate  Commerce 
Commission  and  the  Treasury  Department.     While  recommenda- 
tions of  departments  as  to  proposed   legislation   are  not   made 
c  at  the  White  House,  it  is  understood  that  the  bill  was 
endorsed  by  the  Commission  and  that  the  Treasury  Department 
t  had  no  objection  to  the  bill.     Chairman  Clark    of  the 
mmission,  appeared  before  both  the  House  and  Senate  inter- 
te  commerce  committees  and  urged  its  passage. 

:f!?l!8  °L. orsanlzed  labor  to  have  the  President  veto  the 

The  charge  was  made  during  consideration  of  the 

the  House  that  its  opponents  simply  desired   to  make 


the  financial   condition   of  the  railroads   worse  than   it   was  in 
order  to  make  government  operation  of  the  roads  a  possibility. 

It  is  roughly  estimated  that  there  is  still  due  the  carriers 
under  the  government  guaranty  approximately  $340,900,000  out 
of  a  total  of  approximately  $600,000,000  which  it  has  been  esti- 
mated would  be  needed  to  make  good  the  guaranty.  According 
to  the  latest  statement  issued  by  the  Treasury  Department,  there 
has  been  paid  on  account  of  the  guaranty  a  total  of  $263,826,574. 
Of  that  amount  the  bulk  represents  advances  which  were  made 
during  the  six  months'  guaranty  period  or  on  certificates  which 
were  issued  during  that  period.  Final  settlement  has  been  made 
with  the  Norfolk  Southern  for  $1,311,700,  which  is  included  in 
the  total  payments  under  the  guaranty  made  to  date  by  the 
Treasury.  There  is  left  to  be  paid,  therefore,  approximately 
$336,173,426  under  the  guaranty.  This  amount,  however,  does 
not  include  the  guaranty  to  the  American  Railway  Express  Com- 
pany, which  is  estimated  at  $31,500,000  and  an  advance  payment 
of  $10,000,000  of  this  has  been  made  by  the  Treasury  Department. 

The  estimate  of  the  amount  due  under  the  guaranty  was 
made  by  statisticians  of  the  Commission  from  monthly  reports 
of  Class  I  carriers  for  the  guaranty  period.  It  is  explained  that 
the  exact  amount  can  not  be  determined  for  some  time  because 
of  adjustments  that  will  have  to  be  made  and  because  the  Com- 
mission is  required  to  fix  the  allowance  to  carriers  for  mainte- 
nance in  the  guaranty  period.  The  final  amount  may  be  in  ex- 
cess of  $600,000,000. 

The  Commission  was  busily  engaged  this  week  in  getting 
certificates  for  partial  payments  to  various  carriers  ready  for 
transmission  to  the  Treasury  Department.  It  was  expected  that 
a  number  of  certificates  would  go  forward  immediately. 

If  the  estimate  of  $340,000,000  still  due  the  carriers  is  sub- 
stantially correct,  it  does  not  follow  that  that  amount  will  be 
made  available  to  the  carriers  in  the  immediate  future.  Only 
that  part  of  it  which  the  Commission  ascertains  to  be  certainly 
due  will  be  certified  at  this  time  and  the  balance  will  be  paid 
in  final  settlement  when  the  amount  of  the  guaranty  in  each 
case  has  been  finally  determined. 

The  payments  made  to  date  by  the  Treasury  Department 
under  the  guaranty  provisions,  with  the  exception  of  the  Nor- 
folk Southern,  represent  advance  payments  which  were  specific- 
ally authorized  to  be  made  during  the  six  months'  guaranty 
period.  Payments  under  the  guaranty  ceased  last  fall  when  the 
Comptroller  of  the  Treasury  ruled  that  partial  payments  could 
not  be  made  after  September  1,  1920,  on  certificates  issued  after 
that  date.  Some  payments  were  made  after  September  1,  but 
the  certificates  therefor  had  been  issued  during  the  guaranty 
period. 

One  of  the  first  certificates  which  it  is  expected  the  Commis- 
sion will  issue  will  be  that  to  the  Grand  Trunk  Western  for 
$500,000.  This  was  the  certificate  which  the  Treasury  Depart- 
ment held  up  and  which  was  made  the  basis  for  the  mandamus 
proceedings  against  the  Secretary  of  the  Treasury.  The  Commis- 
sion had  found  that  that  amount  would  in  any  event  be  due  the 
Grand  Trunk  Western,  but  it  could  not  certify  that  that  amount 
would  satisfy  the  entire  amount  of  the  guaranty  due  in  that 
case  and  therefore,  under  the  Treasury's  interpretation  of  the 
law,  payment  was  refused. 

Mandamus  proceedings  seeking  a  writ  directing  the  Secre- 
tary of  the  Treasury  to  honor  a  certificate  for  a  partial  payment 
of  $500,000  to  the  Grand  Trunk  Western  are  pending  in  the 
Court  of  Appeals  in  the  District  of  Columbia.  The  question  at 
issue  in  the  case  whether  the  Secretary  of  the  Treasury  had 
the  right  to  disregard  the  certificate  of  the  Commission  under 
the  guaranty  provisions.  The  Secretary's  holding  that  he  could 
not  draw  warrants  on  certificates  of  the  Commission  because 
they  did  not  state  that  the  amounts  specified  were  in  final  settle- 
ment of  the  guaranty  in  each  case,  brought  about  the  mandamus 
suit  and  the  request  that  Congress  amend  the  law  so  that  it 
would  clearly  provide  that  the  Secretary  of  the  Treasury  should 
draw  warrants  on  partial  payment  certificates. 

The  approval  of  the  partial  payment  legislation  probably 
will  result  in  the  Court  of  Appeals  holding  that  the  mandamus 
proceedings  now  involve  a  moot  question  as  the  part  of  the 
transportation  act  upon  which  the  carriers  based  their  case  and 
which  they  contended  provided  for  partial  payments  after  Sep- 
tember 1,  1920,  is  now  changed  to  provide  specifically  for  such 
payments. 

The  Treasury  Department  has  about  $100,000,000  available 
tor  the  payment  of  amounts  which  will  be  certified  by  the  Com- 
missio'n  as  due  the  railroads  under  the  amended  transportation 
act  which  permits  partial  payments  of  the  guaranty.  This  sum 
was  obtained  from  the  sale  of  Treasury  certificates  on  Feb.  15 
and  officials  believe  that  it  will  cover  all  certificates  that  the 
Commission  may  issue  up  to  March  15.  At  that  time,  arrange- 
ments will  have  to  be  made  by  the  Treasury  to  get  additional 
funds  to  meet  the  partial  payments. 

The  Treasury  Department,  March  3,  announced  the  pay- 
ment of  $6,000,000  to  the  Great  Northern  and  $637,190  to  the 
Chicago,  Milwaukee  &  St.  Paul,  under  partial  payment  certificates 
issued  by  the  Commission  under  the  amended  guaranty  provi- 
sions of  the  transportation  act.  These  payments  are  first  to  be 
announced  since  the  Winslow  bill  was  approved  by  the  President. 

A  resolution  urging  President  Wilson  to  veto  the  Winslow 
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partial  [payment  bill  was  adopted  Feb.  24  at  the  conference  of 
rrpi-rsi 'ntatives  of  national  and  international  unions  in  session  in 
Washington.  The  bill  was  attacked  aa  giving  an  "unjustified  and 
unjustifiable  concession  to  the  railroad  owners  who  have  shown 
a  wanton  disn-uard  to  the  laws  and  lawful  processes."  It  was 
further  charged  that  the  railroads  are  trying  to  destroy  trades- 
unionism,  and  that  the  bill  gives  the  roads  additional  financial 
in  in  lits  not  contemplated  by  the  transportation  act  as  originally 
passed.  In  the  event  the  President  refused  approval  of  the  bill 
and  an  attempt  was  made  to  override  the  veto,  the  resolution 
called  on  the  representatives  of  organizations  affiliated  with  the 
American  Federation  of  Labor  to  use  every  means  to  defeat 
that  end. 


Independent  Oil  MBII'B  Annotation.  l>>    K.   I-:.  Grunt.  S.-eietary. 

J    V.  Norman.  Attorney.  LouUvllli;.  Ky. 

Airier-Iran  Mining  roiiKi-omi.  by  J.  F.  Callbreuth.  Secretary. 

lritlT.-t"lt>-     rottOM.K.-.-.l      ClHKhelV      A*M»einll»ll.      1 1  V      11        A.      f        WMMI 

The   call   states  that  communications  should   be  addressed 
to  Clifford  Thome,  Lytton  Bldg.,  Chicago. 


CALL  FOR  SHIPPERS'  CONFERENCE 

A  call,  addressed  to  organizations  of  shippers  throughout 
the  United  States  and  signed  by  nineteen  shippers'  organizations 
and  seven  state  attorneys-general,  was  sent  out  from  Clifford 
Thome's  office  March  2,  for  a  conference  at  the  Congress  Hotel, 
Chicago,  March  14. 

The  statement  was  made  at  Mr.  Thome's  office  that  more 
than  2,500  of  these  invitations  had  been  mailed  and  that  an  at- 
tendance of  several  hundred  was  expected.  Relief  alike  for  the 
carrier  and  the  shipper,  it  was  stated,  is  to  be  sought  by  means  of 
suggested  changes  in  the  transportation  act,  which  act  is  con- 
sidered by  tuofe  signing  the  call  to  be  the  chief  cause  of  the 
present  transportation  difficulties.  Just  what  changes  are  to  be 
suggested  and  what  phases  of  the  present  problems  are  expected 
to  be  solved  by  the  conference  has  not  been  announced.  There 
to  be  solved  by  the  conference  has  not  been  announced. 

According  to  statements  made  at  the  general  offices  of  the 
American  Farm  Bureau  Federation,  the  tentative  program  in- 
cludes an  address  by  Warren  S.  Stone,  president  of  the  Brother- 
hood of  Locomotive  Engineers,  on  behalf  of  the  railroad  workers, 
and  one  by  Daniel  Willard,  president  of  the  Baltimore  &  Ohio, 
on  behalf  of  the  railroad  corporations.  Other  speakers  selected 
to  date  are:  S.  H.  Cowan  of  Fort  Worth,  general  counsel  for 
the  National  Live  Stock  Shippers'  League;  President  Stackhouse 
of  the  National  Implement  and  Vehicle  Association,  Chicago; 
James  R.  Howard,  president  of  the  American  Farm  Bureau 
Federation,  and  Clifford  Thome  of  Chicago.  Especial  emphasis 
is  laid  on  the  desire  to  have  the  discussion  at  the  conference  as 
general  as  possible.  A  ten-minute  limit  will  be  set  on  speeches 
from  the  floor. 

The  call  is  as  follows: 

"Transportation  conditions  in  the  United  States  are  very 
grave.  The  present  high  level  of  freight  rates  has  helped  to 
demoralize  the  business  of  the  country.  It  is  imperative  that 
some  action  shall  be  taken  to  relieve  the  present  situation. 

"We,  the  undersigned,  are  therefore,  calling  a  general  con- 
ference of  representative  organizations  of  shippers  throughout 
the  United  States  to  consider  and  determine  upon  what  policy 
should  be  adopted,  and  what  action  should  be  taken,  on  behalf 
of  the  shipping  public  in  regard  to  these  questions. 

"Accordingly,  you  are  hereby  invited  to  send  properly  ac- 
credited representatives  to  such  a  conference  to  be  held  at  the 
Congress  Hotel,  Chicago,  Illinois,  March  14,  commencing  at 
10  a.  m. 

"To  this  conference  are  invited  all  farm  organizations,  manu- 
facturers and  consumers'  associations.  We  have  invited  a  repre- 
sentative of  railroad  labor  and  of  the  railroad  corporations  to 
address  the  conference. 

"It  is  expected  that  this  meeting  will  result  in  definite  recom- 
mendations for  the  changing  of  present  laws  and  regulations  to 
effect  a  lowering  of  rates." 

The  signatures  are  as  follows: 

\merican  Farm  Bureau  Federation,  by  J.  R.  Howard,  President. 
National   Live   Stock   Shippers'    League,   by   J.   H.   Mercer,    President: 

S.  H.  Cowan.  Clifford  Thorne.  Graddy  Gary.  Attorneys. 
American    National    Live    Stock    Association,    by    T.    \V.    Tomlinson. 

Secretary;  S.  H.  Cowan,  General  Counsel. 
Xational  Paving  Brick  Manufacturers'  Association.. 
American  Face  Brick  Association. 

Hollow  Building  Tile  Association,  by  Francis  B.  James.   Attorney. 
!•':>  fillers'   National  Grain   Dealers'   Association,   by   Frank  M.   Meyers, 

Secretary. 

Fort  Worth  Chamber  of  Commerce. 
vt'est  Texas  Chamber  of  Commerce. 
Texas  Industrial  Traffic  League,  by  E.   P.  Byars. 
Kv. -i-ett  C.  Brown.  President,  National  Live  Stock  Exchange. 
National  Federation  of  Co-operative  Live  Stock  Shippers'  Association, 

by  Knute  Espe.  President:   M.   It.   Myers.  Secretary. 
American   l-'rnit   ami   Vegetable  Shippers'  Association,   by  R.  Gumming. 

Secretary. 
National  Petroleum  Association,  by  C.  D.  Chamberlin.  General  Counsel 

and  Secretary. 
Xational   Association   of  Sand  and  Gravel   Producers,   by  Guy  Button, 

Executive  Secretary. 

E.  J.  Brundage,  Attorney  General  for  the  State  of  Illinois. 
B.  J.  Gibson.  Attorney  General  for  the  State  of  Iowa. 
1T.  S.  Lesh.  Attorney  General  for  the  State  of  Indiana. 
Charles  Webster,  Chairman.   Legislative  Committee  of  National  Asso- 
ciation of  Railway  Commissioners. 

Merlin  Wiley.  Attorney  General  for  the  State  of  Michigan. 
L.  L.  Thompson,  Attorney  General  for  the  State  of  Washington. 
Uoy  I,.  Black.  Attorney  Gem -ral  for  the  State  of  Idaho. 
L.  B.   Fowler    Attorney  General  for  the  State  of  Nevada. 
American    Independent    Petroleum    Association,    by    C.     L.     Magutre, 

President;. J.   D.  Reynolds,  Secretary. 


PAYMENTS  TO  SHORT  LINES 

Thi  Traffic  World  Washington  Bureau 

Although  the  Commission  has  never  made  any  announce- 
ment as  to  conclusions  on  the  meaning  of  that  part  of  section 
204  of  the  transportation  act,  which  was  Intended  to  give  the 
short  lines  the  benefits  of  federal  control.  It  is  issuing  certificates 
to  short  lines,  entitling  them  to  money  from  the  United  States 
Treasury  if  they  can  persuade  the  head  of  the  department  to 
honor  the  certificates.  The  object  of  the  section,  as  stated  In 
debate  and  as  construed  by  the  officers  of  the  American  Short 
Line  Railroad  Association,  who  wrote  it,  was  to  put  the  short 
lines  in  as  good  condition,  during  federal  control,  as  they  were 
during  the  three  years  of  the  test  period  ending  June  30,  1917. 
One  of  the  first  questions  the  Commission  had  to  answer, 
for  its  own  guidance,  was  as  to  how  long,  if  at  all,  the  short 
lines  were  under  federal  control.  Director-General  McAdoo,  in 
his  order  of  June  29,  1918,  notified  each  short  line  that  it  was 
thereby  released,  "as  of  January  1,  1918."  In  some  of  his  ut- 
terances on  the  subject,  usually  signed  by  John  Barton  Payne, 
he  held  that  the  roads  were  never  taken  over;  that  they  were 
taken  over;  and,  finally,  that,  although  they  had  never  been 
taken  over,  they  were  relinquished  on  June  29  as  of  January  1, 
,so  that  the  final  effect  was  that  they  had  never  been  under 
federal  control. 

In  the  case  of  the  Arkansas  &  Louisiana  Midland  and  roads 
not  generally  classed  as  short  lines,  the  Commission's  board  of 
referees  held  that  that  road  was  taken  over  on  January  1,  but 
relinquished  on  June  29  or  the  following  day. 

The  conclusion  of  the  board  of  referees  in  the  A.  &  L.  M. 
case  has  been  adopted  by  the  Commission  for  its  own  guidance 
in  disposing  of  the  claims  of  the  short  lines,  for  money  enough, 
under  section  204,  to  cover  their  deficits,  or,  if  they  were  not 
operating  at  a  deficit  in  the  test  period,  then  of  giving  them 
as  good  a  return  as  they  made  during  the  test  period.  The 
rule  laid  down  In  the  Arkansas  &  Louisiana  Midland  case  was 
followed  by  the  Commission  in  disposing  of  the  claim  of  the 
Atlanta  &  St.  Andrews  Bay,  to  which  the  Commission  recently 
awarded  $103,452.  The  fact  that  a  certificate  was  issued  to 
that  railroad  has  been  published  in  The  Traffic  World,  but  no 
statement  as  to  the  reasons  why  the  Commission  made  that 
award  has  ever  been  made  by  the  Commission.  It  is  claimed, 
however,  by  the  Atlanta  &  St.  Andrews  Bay  attorneys  that  their 
case  established  precedents  that  will  be  of  great  benefit  to  other 
short  line  railroads. 

Passage  of  the  Winslow  bill  enables  the  Commission  to  dis- 
pose of  the  claims  of  short  lines  as  well  as  the  claims  of  the 
larger  roads,  with  an  assurance  that  as  soon  as  it  Issues  its 
certificate  to  a  given  carrier  that  certificate  will  be  honored  by 
the  Secretary  of  the  Treasury,  if  the  latter  official  has  any 
money.  If  the  Secretary  of  the  Treasury  has  not  the  money,  he 
has  the  authority  to  issue  bonds  or  certificates  of  indebtedness 
sufficient  to  enable  him  to  keep  the  treasury  going.  Under  that 
general  authority,  it  is  believed  he  could  borrow  money  to  pay 
what  the  government  owes  the  railroads. 


RATES  ON  ORANGES  AND  LEMONS 

The  Traffic  World  Washington  Bureau 

A  novel  argument  for  further  hearing  has  been  filed  by 
George  E.  Farrand  and  William  E.  Lamb,  counsel  for  the  Cali- 
fornia Citrus  League,  in  docket  No.  10525.  The  burden  of  their 
argument  is^that  the  last  two  increases  in  rates  on  lemons  and 
oranges  from  California  to  eastern  markets  is  equivalent  to  the 
owner  putting  a  mortgage  for  $2,681  per  acre  on  his  grove  with- 
out getting  any  money  for  it.  They  point  out  after  their  declara- 
tion, that  a  good  yield  for  a  lemon  grove  under  efficient  manage- 
ment for  which  competent  men  may  hope,  is  350  packed  boxes 
or  26,250  pounds  an  acre.  The  25  per  cent  increase  in  rates, 
they  said,  produced  an  increase  in  transportation  charges  on  the 
product  of  a  single  acre  by  $75.47,  while  the  1920  increase  pro- 
duced an  additional  charge  of  $112.20  per  acre,  or  a  total  since 
June  25,  1918,  of  $187.67  per  acre. 

Capitalizing  that  additional  charge  at  seven  per  cent  they 
arrived  at  the  figure  of  $2,681.  Then  they  added  that  most  of 
the  good  lemon  groves  are  in  the  class  of  production  that  yields 
26,250  pounds  per  acre,  and  that  practically  every  acre  of  lemon 
land  can  be  purchased  for  less  than  $2,681  per  acre. 

The  application  for  further  hearing,  in  effect,  is  a  plea  for 
lower  rates  on  the  ground  that  they  will  Increase  the  tonnage 
and  thereby  improve  the  condition  of  the  railroads.  They  figure 
that  the  tonnage  of  lemons  is  now  ten  per  cent  lower  than  It 
should  be  considering  the  size  of  the  crop.  They  argue  that 
the  heavy  volume  of  the  crop  yet  to  be  moved  would  not  have 
a  tendency  to  increase  the  selling  price  of  lemons.  They  have 
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figured  thai  the  cost  of  producing  a  box  of  lemons  is  $2.<6  and 
that  such  a  box  could  not  be  delivered  under  the  present  freight 
rates  In  the  eastern  markets  except  at  a  loss  of  27%  cents  per 

'*  The  application  also  covers  oranges,  the  averge  delivered 
price  of  which  for  the  marketing  years  from  1904  to  1920,  they 
figured  at  $3  10  per  box.  They  said  that  the  delivered  price  the 
last  three  years  was  high  and  that  a  reasonable  average  would 
be  |2  67  That,  they  say,  under  present  freight  rates  would  not 
pay  the  orange  grower  anything,  but  yield  a  loss  of  27  cents 

To  give  the  railroads  as  little  ground  for  opposing  a  decrease 
in  the  rates,  the  petitioners  assert  that  they  are  not  asking  for 
reparation  on  shipments  prior  to  the  last  advance;  in  other 
words  that  their  complaint  is  directed  wholly  against  the  ad- 
vances authoried  in  Ex  Parte  No.  74.  The  attorneys  said  that 
they  had  presented  the  matter  to  the  carriers  and  had  been  ad- 
vised that  at  this  time  they  did  not  see  their  way  clear  to  grant 
such  a  request. 

THE  NEW  ENGLAND  SITUATION 

(Ueport  of  the  Committee  on  Transportation  of  the  Boston  Chamber 
of  Commerce  on  the  New  England   transportation  situation.) 

The  Committee  on  Transportation  calls  to  the  attention  of 
the  Executive  Committee  and  Board  of  Directors  of  the  Chamber 
the  very  serious  financial  condition  of  the  New  England  rail- 
roads, the  remedies  that  are  being  proposed  to  improve  them, 
the  probable  effect  of  such  proposals  upon  New  England  as  a 
community,  and  recommends  action  that  it  believes  will  prove 
helpful  not  only  to  the  shippers  and  receivers  in  New  England 
but  also  to  the  carriers  themselves. 

The  financial  straits  in  which  the  New  England  roads  found 
themselves  at  the  end  of  the  federal  guaranty  period  is  a  mat- 
ter of  such  common  knowledge  no  good  purpose  would  be  served 
by  going  into  details  that  have  been  so  often  repeated,  but  it 
may  help  to  say  that  as  the  end  of  the  guaranty  period  was 
approached  it  became  quite  apparent  that  these  lines  would  not 
be  able  to  earn  revenue  adequate  for  their  immediate  needs,  to 
say  nothing  of  dividends  or  of  being  able  to  rehabilitate  them- 
selves. 

Confronted  by  such  a  situation,  they  attempted  to  secure 
from  their  connections  a  reapportionment  of  the  total  income  in 
the  territory  in  which  they  had  been  placed  for  rate-making  pur- 
poses, on  the  ground  that  the  inclusion  of  the  New  England 
lines  in  that  territory  had  had  the  effect  of  giving  to  the  lines 
west  of  the  Hudson  River  and  those  north  of  the  international 
boundary  substantially  $25,000,000  which  otherwise  they  would 
not  have  received.  In  this  effort  they  were  unsuccessful  and 
they  appealed  to  the  Interstate  Commerce  Commission,  making 
a  formal  complaint.  Hearings  were  held  and  the  taking  of  tes- 
timony extended  over  a  period  of  several  weeks.  Your  com- 
mittee was  represented  at  these  hearings  and  took,  in  connection 
with  other  organizations  representing  New  England,  such  steps 
as  appeared  wise  to  safeguard  the  business  interests  of  New 
Kngland,  without  in  any  way  interfering  with  the  proposals  of 
the  New  England  carriers.  In  fact,  the  testimony  presented  by 
the  shippers  was  put  in  by  a  railroad  witness  in  conformity  with 
an  understanding  reached  with  the  traffic  executives. 

During  the  hearings,  your  committee  is  informed,  the  Com- 
mission advised  the  carriers  they  should  settle  the  dispute  by 
conference  among  themselves  and  made  the  necessity  for  so  doing 
so  clear  that  they  finally  reached  an  agreement  under  which  the 
trunk  lines  and  their  connections  are  understood  to  have  agreed 
to  pay  in  monthly  installments  to  the  New  England  carriers  a 
sum  approximating  $15,000,000,  but  which  may  possibly  be  re- 
duced to  $12,000,000  in  the  event  certain  conditions  do  not  obtain 
In  the  matter  of  trunk  line  railroad  earnings. 

The  payment  of  this  sum,  it  is  claimed,  will  still  leave  the 
New  England  roads  in  serious  financial  straits,  according  to 
statements  made  by  railroad  executives,  who  urge  that  additional 
money  must  be  secured  if  New  England  is  to  be  adequately 
served  by  the  railroads.  Several  tentative  proposals  have  been 
made  by  these  carriers  whereby  certain  changes  in  freight  rates 
and  passenger,  fares  which  would,  if  business  continued  in  its 
estimated  volume,  enable  the  carriers  to  pull  through  at  least. 
during  the  trunk  line  guaranty  period  mentioned.  Some  of  these 
proposals  are  looked  upon  by  the  New  England  shippers  and 
receivers  with  much  apprehension. 

fa)  The    carriers    plan    to    increase    all    easthound    rates    to    New 
iKland  from  the  west.     As  adjusted  at  present  and   for  many  years 
t  New  Kngland  and   New  York  haye  heen  on  a   rate  parity  west- 
bound, hut  on  eastbound  traffic-  New  England  rates  have  heen 
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all-rail    basis,    but    it    is   now    understood    this    has    been    abandoned, 
temporarily  at  least. 
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effort  made  by  the  manager  of  the  transportation 

erS  control  to  secure  a  proper  relative  adjustment  of  trunk  line  rates 

6fraas   strenuously   resisted   by   the   trunk   lines   and   the   Chamber   has 


boTtdsefvice  in"opemTionBand Turing  thTenfire  year  at  least  a  24-hour 
service.  At  present  the  rates  in  New  England  are  .higher  than  in  any 
oher  part  of  the  territory  east  of  the  Mississippi  and  north  of  the 
Ohio  and  Potomac  rivers,  except  in  northern  Michigan,  and  the  rates 
in  northern  New  England  are  even  higher  than  those  in  Michigan. 

(c)  Other  rates  are  also  proposed  to  be  advanced  and  there  is  now 
under  consideration   an   entire    revision    of   the    coal    rates   which   will 
advance   all   rates   on   this   commodity    to   the   various   New   England    < 
ports,  but  will  make  some  reductions  in  the  interior.     The  advances 
in  anthracite  rates  are  being  opposed  by  one  of  the  principal  anthra- 

(d)  Your   committee    is    also    informed    that   a    request    has    been, 
or  is  to  be  made  of  the  Interstate  Commerce   Commission   to  permit 
another    blanket    advance    in    New    England    on    both    passenger    and 
freight  rates  to  run  as  a  surtax  concurrenly  with  the  amount  to  be. 
paid  by  the  trunk  lines,  and  on  through  business  between  New  Kn- 
gland and  points  beyond  the  New  England  border  the  advance  is  to  be 
10  per  cent  on  the  proportion  accruing  to  the  New  England  roads. 

On  the  other  hand,  it  is  a  matter  of  common  knowledge  that 
the  poor  local  service  maintained  by  some  of  the  New  England 
lines  has  driven  the  shippers  to  the  use  of  motor  trucks  to  an 
extent  that  seriously  depletes  the  revenues  of  the  carriers.  (One 
of  the  traffic  organizations  in  New  England,  of  which  the  Cham- 
ber is  a  member,  has  made  a  very  complete  report  on  this  sub- 
ject, which  was  sent  to  the  executive  officers  of  the  railroads, 
but  apparently  has  been  ignored  as  to  its  recommendations.)  It 
is  currently  reported  that  one  general  manager  has  recently  told 
shippers  he  did  not  want  the  less  than  carload  business  and 
hoped  it  would  go  to  motor  trucks.  The  Chamber  has  frequent  1y 
received  complaints  of  poor  service.  The  round  about  haul  be- 
tween points  south  of  Boston  and  points  north  of  Boston  has 
long  been  a  source  of  complaint.  The  wool  traffic  the  rail  car- 
riers formerly  handled  between  Boston  and  the  nearby  mills  is 
now  being  carried  largely  by  motor  truck.  This,  it  is  reported, 
is  due  to  the  very  high  rates  as  well  as  the  poor  service. 

The  poor  service  given  locally  in  New  England,  and  the  high 
rates,  must  have  a  very  marked  effect  on  the  carriers'  revenue, 
and  it  is  believed  if  some  efforts  were  made  to  improve  local 
schedules  and  some  effort  made  to  secure  the  local  less-than- 
carload  business,  at  least  a  fair  portion  of  this  traffic  would  re- 
turn to  the  rail  lines,  if  rates  were  established  that  would  take 
competition  into  consideration.  Short  distance  rates  in  New 
England  have  been  greatly  increased  in  recent  years,  and  this, 
no  doubt,  has  caused  the  extensive  use  of  trucks.  High  freight 
rates  are  of  no  value  to  the  carriers  if  such  rates  have  the 
effect  of  causing  business  to  move  by  truck,  and  it  must  be  clear 
to  anyone  that  a  still  further  increase  in  local  rates  will  accen- 
tuate this  competition  and  defeat  the  object  sought. 

Your  committee  realizes  that  the  cost  of  labor  and  the  work- 
ing conditions  imposed  as  a  result  of  Federal  control  is  re- 
sponsible to  a  large  extent  for  present  financial  conditions,  but 
it  is  not  aware  that  these  costs  are  causing  the  roads  in  other 
sections  of  the  country  to  make  such  drastic  proposals  as  are 
being  considered  in  New  England,  nor  does  it  understand  other 
manufacturing  communities  are  being  harassed  by  threatened 
advances,  temporary  or  otherwise,  as  is  New  England. 

New  England  cannot  continue  to  be  a  desirable  place  to 
manufacture  and  cannot  hold  out  inducements  to  newcomers  if 
its  rate  structure  which  is  now  top  heavy  continues  to  grow  by 
reason  of  increases  out  of  all  proportion  to  increases  imposed 
in  other  sections.  The  successive  rate  advances  have  fallen 
more  heavily  on  New  England  than  any  other  section  because 
of  its  geographical  location.  The  disadvantage  under  which  it 
suffered  on  June  24,  1918,  has  been  increased  just  75  per  cent; 
an  additional  10  per  cent  would  make  this  disadvantage  92% 
per  cent,  and,  if  applied  only  temporarily,  might,  and  probably 
would  in  many  cases,  drive  business  away  that  could  never  be 
regained.  The  carriers  do  not  seem  to  appreciate  the  importance 
of  this  common  business  principle — that  a  customer  once  lost 
may  never  be  regained. 

In  this  situation  your  committee  feels  that  a  thorough  in- 
vestigation of  the  principal  New  England  carriers  is  absolutely 
essential  to  a  stabilizing  of  New  England  industry.  If  conditions 
in  this  section  are  such  that  the  roads  are  entitled  to  still  higher 
rates,  they  should  be  given  to  them  and  given  promptly.  If, 
on  the  other  hand,  the  roads  are  not  being  operated  efficiently, 
and  should  secure  that  to  which  they  are  justly  entitled  by  re- 
organizing their  forces,  readjusting  their  wage  scales  where  it 
can  be  shown  this  action  would  be  justified,  improving  their 
operation,  and  effecting  economics  from  within,  then  the  ship- 
pers should  not  be  called  upon  to  bear  any  further  burden. 

It  must  be  apparent  that  what  is  now  proposed  by  the  car- 
riers is  merely  a  palliative  and  not  a  remedy  that  will  effect 
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;i  cure.  I'nlesh  .something  uiii'oi-c.sccii  df\clo|>s  ill  ilic  furl  nf  tin- 
trunk  line  guaranty  period,  the  carriers  will  be  facing  exactly 
the  same  difficulty  that  now  confronts  them.  New  England  mer- 
chants are  entitled  to  have  this  question  settled,  so  that  business 
will  not  be  In  a  continual  state  of  uncertainty,  and  so  that 
merchants  can  adjust  their  affairs  to  conditions  that  will  \\-.i\-- 
some  Hemblance  of  stability. 

It  is  i he  opinion  of  your  committee  that  these  facts  should 
be  placed  before  the  Interstate  Commerce  Commission,  with  tin- 
request  that  it  make  an  investigation  on  Its  own  motion  for  tin- 
purpose  of  determining  whether  the  New  England  roads  are 
now  being  operated  efficiently  and  economically,  and  whether 
conditions  in  New  England  are  so  different  from  those  west  of 
the  Hudson  River  as  to  justify  a  further  increase  in  rates  and, 
if  so,  to  prescribe  what  rates  are  fair,  just  and  reasonable,  so 
that  those  engaged  in  business  in  New  England  may  be  guided 
by  the  Commission's  findings,  and  not  be  continually  disturbed 
by  upward  readjustment  of  rate  schedules  that  keep  business  in 
the  unsettled  state  that  has  existed  since  January  1,  1918,  and 
your  committee  recommends  that  it  be  authorized  to  request 
the  Interstate  Commerce  Commission  to  take  such  action.  The 
committee  realizes  that,  it  authorized  by  the  board  of  directors 
to  take  this  action,  it  is  essential  for  the  final  adjustment  of  the 
transportation  situation  that  a  co-operative  effort  be  made  by 
all  interests  in  New  England  an  understanding  of  what  is  wrong 
with  our  system  and  what  the  proper  remedies  are.  The  com- 
mittee is  also  aware  of  the  very  great  necessity  for  maintain- 
ing reasonably  low  rates  on  food  products,  a  large  proportion 
of  which  must  of  necessity  be  brought  in  from  long  distances, 
as  any  increase  in  rates  on  this  character  of  traffic  will  have 
the  effect  of  increasing  the  cost  of  living  in  New  England. 


.since  September  1,  li»20,  the  day  on  which  the 
railroads  of  the  country  were  put  on  their  own  resource*, 
through  the  termination  of  the  guaranty  to  them,  which  con- 
tinued during  the  first  six  months  after  the  end  of  federal 
control. 


REVENUE  FOR  NEW  ENGLAND  LINES 

The  Traffic  World  Washington  Bureau 

New  England  railroad  executives,  apparently,  are  not  de- 
pending wholly  on  their  effort  to  obtain  larger  divisions  from 
their  connections,  to  bring  them  the  increase  in  revenue  they 
need  to  keep  the  transportation  machine  in  that  part  of  the 
country  going.  At  the  request  of  the  executives,  the  New  Eng- 
land governors  held  a  conference  with  them  on  the  question  of 
'how  to  improve  the  condition,  of  New  England  railroads,  at 
Boston,  February  26,  at  which  the  railroad  men  asked  the 
governors  to  consider  a  10  per  cent  increase  in  freight  and 
passenger  rates,  which,  if  allowed,  would  he  expected  to  bring 
in  from  $18,000,000  to  $23,000,000. 

According  to  an  announcement  made  by  Governor  Cox,  of 
Massachusetts,  each  governor  agreed  to  appoint  a  committee  of 
citizens  to  consider  the  matter,  each  committee  to  consist  of 
five  members,  or  thirty  in  all  for  the  whole  territory. 

Mail  and  express  rates,  according  to  Governor  Cox,  were 
omitted  from  the  suggested  application  for  an  increase  of  10 
per  cent  because  steps  had  been  taken  by  the  railway  executives 
looking  toward  larger  increases  on  mail  and  express  business. 

The  committees,  to  be  appointed  immediately.  Governor  Cox 
said,  were  expected  to  meet  for  conference  in  Boston  within  ten 
days  so  as  to  make  a  recommendation  on  the  matter  without 
delay. 

In  the  consultation  between  the  governors  and  the  railroad 
executives  the  latter  suggested  that  the  increased  rates  should 
be  limited  to  February  28,  1922 — in  other  words,  that  they 
should  be  in  operation  for  about  a  year. 

The  increases  would  apply  to  all  freight  rates  except  export 
and  import,  and  coal  and  coke.  Those  rates  would  be  excepted 
for  competitive  reasons  so  as  to  prevent  the  diversion  of  export 
and  import  business  from  New  England  ports,  and  to  keep  the 
cost  of  coal  and  coke  going  to  levels  making  it  impossible  for 
.New  England  manufacturers  to  compete  with  manufacturers 
outside  New  England  territory. 

In  the  conference  the  executives  told  the  governors  that  the, 
increase  of  10  per  cent,  on  a  nearly  normal  amount  of  traffic 
w6uld  yield  them  about  $23,000,000;  intraterritorial  freight  would 
yield  $8,000,000;  inter-territorial  freight,  $6,000,000;  and  passen- 
ger business,  $9,000,000.  On  the  present  volume  of  business,  they 
said,  the  increased  revenue  would  not  be  so  great — probably  not 
more  than  $18,000,000. 

The  reason  for  excluding  mail  pay  from  the  proposals  of 
the  railway  executives  to  the  New  England  governors  became 
obvious  on  February  28,  when  the  Commission  made  public  an 
application  from  the  New  England  carriers,  for  a  re-examination 
of  docket  No.  9200,  Railway  Mail  Pay,  with  a  view  to  allowing 
the  New  England  carriers  higher  rates  for  carrying  the  mails. 
The  application  for  re-examination  was  signed  by  all  New  Eng- 
land carriers  other  than  the  Canadian  Pacific  and  the  Grand 
Trunk  of  Canada. 

The  applicant  roads  averred  that  they  believe  the  rates 
allowed  them  by  the  Commission,  in  its  decision  on  No.  9200, 
"are  not  in  conformity  with  the  provisions  of  the  Act  of  Con- 
gress approved  July  28,  1916,  in  that  they  do  not  yield,  and 
since  September  1,  1920,  have  not  yielded  them  fair,  reasonable, 
or  adequate  compensation  for  the  services  rendered." 

The  specific  request  is  for  a  just,  reasonable  and  adequate 


LABOR  BOARD  MATTERS 

The  Railroad  Labor  Hoard  seems  to  be  consistently  following 
out  its  policy  of  disclaiming  jurisdiction  over  wage  disputes  on 
which  no  conferences  between  the  loads  and  their  employes 
have  been  held.  This  is  reflected  In  two  decisions,  disposing 
of  the  Atlanta,  Birmingham  &  Atlantic  and  the  Missouri  &  North 
Arkansas  cases,  which  were  wage  reduction  attempts. 

In  both  these  cases  the  board  said  that  "further  considera- 
tion of  this  dispute  must  be  deferred  until  It  shall  be  made  to 
appear  that  the  parties  have  refused  to  enter  conference  on  the 
said  question,"  or  until  a  conference  has  been  held  and  proved 
ineffective.  Further  emphasis  is  laid  on  the  Inability  of  the 
board  to  consider  the  financial  state  of  the  railroads  in  settling 
wage  disputes.  The  decisions  both  contain  a  statement  that  the 
board  does  not  "deem  it  necessary  to  decide  to  what  extent,  if 
at  all,  a  carrier's  financial  condition  is  a  factor  in  determining 
just  and  reasonable  wages  to  be  paid  by  said  carrier." 

P.  W.  McLaughlin,  general  chairman  of  the  maintenance  of 
way  employes  on  the  Erie  Railroad,  interrupted  the  hearing  on 
the  dispute  between  his  men  and  the  road  over  wage  reductions, 
February  23,  in  order  to  call  the  board's  attention  to  the  fact 
that  the  Erie  had  not  rescinded  its  wage  reduction  order,  In 
accordance  with  the  resolution  passed  by  the  board,  February 
12,  which  ordered  the  reductions  suspended  pending  the  hearing 
of  the  case.  Samuel  Adams,  attorney  for  the  Erie,  took  the 
position  that  the  board  had  no  authority  to  issue  a  staying  order 
or  to  order  anything  without  a  hearing.  He  pointed  out  that  the 
Erie  had  not  been  heard  when  the  resolution  of  February  12  was 
issued. 

R.  S.  Parsons,  general  manager  of  the  road,  pleaded  the  im- 
possibility of  the  Erie  contining  to  pay  the  wages  to  unskilled 
labor  as  ordered  by  the  board.  He  said  that  his  road,  in  Jan- 
uary, paid  out  $1.07  for  labor  and  material  for  every  dollar 
earned.  Mr.  Parsons  stressed  the  desire  of  the  road  to  comply 
with  all  the  wishes  of  the  board,  but  added  that  he  could  no't 
say  what  the  result  would  be  if  the  board  issued  "impossible 
orders." 

Suit  to  test  the  constitutionality  of  that  portion  of  the  trans- 
portation act  which  provides  for  a  Labor  Board  seems  to  be  indi- 
cated by  a  petition  sent  to  the  board,  February  24,  by  Frank  P. 
Walsh,  general  counsel -for  the  railroad  labor  unions.  This  peti- 
tion requests  an  immediate  decision  on  the  unions'  request  that 
the  board  order  a  general  conference  between  railway  executives 
and  labor  leaders,  and  adds  that  "it  may  be  necessary  for  us 
to  seek  a  judicial  determination  as  to  certain  features  of  the 
transportation  act  and  as  to  interpretations  of  the  act  by  the 
carriers,  by  ourselves,  and  by  your  honorable  body." 

Acting  on  the  petition  of  the  Birmingham  Trust  and  Savings 
Company,  of  Birmingham,  Ala.,  which  holds  a  $90,000  note,  due 
March  7,  against  the  Atlanta,  Birmingham  &  Atlantic  Railroad. 
Judge  S.  H.  Sibley,  of  the  district  court  of  Georgia,  February  25 
appointed  President  B.  L.  Bugg  of  the  road  receiver  for  the 
property.  According  to  Mr.  Bugg,  the  road  has  been  running 
behind  an  average  of  $100,000  a  month  since  the  end  of  the 
guaranty  period  last  September,  and  the  action  was  hastened 
by  the  refusal  of  the  Railroad  Labor  Board  in  its  decision, 
February  21,  to  allow  a  reduction  in  wages. 

The  determination  of  the  Association  of  Railway  Executives 
to  adhere  to  the  spirit  as  well  as  the  letter  of  the  transportation 
act  and  the  decisions  of  the  Railroad  Labor  Board  is  shown  by  a 
letter  sent  to  the  members  by  W.  W.  Atterbury,  chairman  of  the 
association's  labor  committee.  The  letter  tells  about  the  abortive 
attempt  recently  made  by  Mr.  Atterbury's  committee  to  have 
the  Labor  Board  grant  the  roads  permission  to  reduce  wages  on 
unskilled  labor.  After  quoting  the  decision,  February  10,  which 
refused  this  request,  the  letter  goes  on  to  say  that  any  further 
attempts  to  reduce  wages  must  "be  in  strict  accordance  with  the 
transportation  act  and  this  decision  of  the  United  States  Rail- 
road Labor  Board.  This  will  in  general  require  a  thirty-day  no- 
tice of  a  desire  to  meet  and  confer  with  duly  accredited  repre- 
sentatives of  common  or  unskilled  labor  proposed  to  be  in- 
volved; the  endeavor  at  such  conference  to  negotiate  a  satis- 
factory reduction  in  wages,  and,  in  event  of  failure,  the  certifi- 
cation of  the  dispute  to  the  United  States  Railroad  Labor  Board, 
with  such  evidence  as  to  prevailing  rates  of  wages  in  other  in- 
dustries and  decline  in  the  cost  of  living  as  will,  in  the  opinion 
of  the  company,  tend  to  sustain  the  justness  and  reasonableness 
of  the  -^ronosed  reduction." 

Reports  from  Harrison,  Ark.,  say  that  the  employes  of  the 
Missouri  &  North  Arkansas  Railroad  walked  out  at  3  a.  m., 
February  27.  The  strike  was  precipitated  by  the  refusal  of  the 
road  to  rescind  its  wage  cut  order,  which  had  become  effective 
February  1,  and  is  taken  by  some  to  indicate  that  the  workers 
have  refused  to  confer  on  the  subject,  as  invited  by  the  road. 
Permission  had  been  given  the  road  to  continue  in  force  its 
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reduced  wage  scale  and  the  workers  had  been  urged  by  the 
Labor  Board  to  accept  it  under  protest.  The  invitation  to  enter 
into  conference  was  also  issued  in  compliance  with  the  Board's 
resolution  of  February  21. 

Although  the  report  has  it  that  the  workers  are  to  receive 
strike  benefits  from  the  railroad  brotherhoods,  members  of  the 
Labor  Board  failed  to  see  anything  in  the  reports  that  indicated 
anything  like  defiance  of  the  board  on  the  part  of  the  labor 
leaders.  More  significance  is  seen  in  the  report  of  the  refusal 
by  the  labor  leaders  to  confer  than  in  the  strike  itself.  If  they 
have  refused  to  confer,  the  conditions  the  board  laid  down  will 
have  been  fulfilled  and  the  matter  will  be  brought  back  for 
further  consideration  by  that  body. 

Representatives  of  independent  railroad  labor  organizations 
started  to  submit  evidence  to  the  Labor  Board  at  the  resumption 
of  its  hearing  on  rules  and  regulations,  March  1.  The  first 
organization  to  be  heard  from  was  the  Brotherhood  of  Railway 
and  Steamship  Clerks,  Freight  Handlers  and  Station  Employes, 
which  was  represented  by  E.  H.  Fitzgerald  and  R.  P.  Dee,  presi- 
dent and  vice-president,  respectively.  This  union  followed  the 
plan  of  the  carriers  in  submitting  evidence  by  taking  each  rule 
separately,  expressing  either  approval  or  disapproval  of  it,  and 
citing  alleged  instances  in  which  the  rule  under  discussion  had 
either  been  upheld  or  condemned  by  the  Labor  Board  and  by 
various  adjustment  boards.  The  fact  that  considerable  fault 
has  been  found  by  this  brotherhood  with  various  rules  indicates 
that  the  rules  as  they  stand  are  not  satisfactory  and  that  it 
would  not  be  satisfied  by  a  decision  ordering  them  to  stand  as 
at  present. 

Inasmuch  as  the  Board  has  ruled  that  all  the  independent 
organizations  are  to  have  their  day  in  court,  and  as  at  least  six 
more  of  them  have  expressed  a  desire  to  appear  before  it,  there 
is  considerable  doubt  as  to  whether  all  will  have  an  opportunity 
to  be  heard  before  March  10,  the  date  set  by  the  Board  for 
hearing  B.  M.  Jewell,  president  of  the  railway  employes'  section 
of  the  A.  F.  of  L.  Board  members  agreed  that  if  such  should 
prove  to  be  the  case,  the  remainder  of  the  independent  unions 
would  be  heard  after  Mr.  Jewell  had  concluded  his  testimony. 

E.  H.  Fitzgerald,  president  of  the  Brotherhood  of  Railway 
and  Steamship  Clerks,  Freight  Handlers  and  Station  Employes, 
completed  his  testimony  before  the  Labor  Board  at  the  hearing 
on  rules  and  regulations,  March  3.  He  was  followed  by  F.  W. 
Grosser,  general  organizer  among  the  clerks  for  that  organiza- 
tion. Mr.  Grosser's  remarks  were  confined  mainly  to  generali- 
ties. He  said  it  was  practically  impossible  to  get  any  clerks  to 
testify  in  proceedings  of  this  kind  because  of  the  fear  that  such 
an  appearance  would  mean  their  discharge.  The  clerks  were 
followed  by  J.  G.  Luehrsen,  representing  an  independent  organ- 
ization of  train  dispatchers.  Mr.  Luehrsen  pointed  out  that  the 
dispatchers  would  suffer  particularly  if  rules  and  conditions  were 
placed  on  a  1917  basis,  because,  he  said,  at  that  time  dispatchers 
were  rated  as  minor  officials  and  as  such  did  not  come  under 
any  of  the  rules. 

Considerable  interest  was  aroused  among  the  board  mem- 
bers and  the  representatives  of  the  roads  and  the  workers  pres- 
ent by  the  announcement,  made  by  Mr.  Fitzgerald,  that  repre- 
sentatives of  sixteen  railroad  labor  organizations  had  held  a 
conference,  March  2,  and  decided  to  approve  the  strike  vote  re- 
centaly  taken  by  the.  workers  on  the  Atlanta,  Birmingham  & 
Atlantic  Railroad.  The  American  Federation  of  Labor  took  an 
active  part  in  this  conference  through  the  president  of  its  rail- 
way employes'  section,  B.  M.  Jewell.  It  was  pointed  out  that 
i  was  the  first  authorized  strike  among  railroad  employes 
since  the  creation  of  the  Labor  Board  by  the  transportation  act. 
Labor  leaders,  in  commenting  on  the  action,  stated  that  the 
purpose  of  the  strike  was  to  enforce  the  law,  the  direct  cause 
of  it  being  the  order  to  cut  wages  made  to  B.  L.  Bugg  the  newly 
appointed  receiver  for  the  road,  by  Federal  Judge  S.  H  Sibley 
of  Atlanta. 

"If  a  wage  scale  ordered  by  the  Labor  Board  can  be  voided 
by  the  mere  subterfuge  of  having  the  president  of  a  road  ap- 
pointed its  receiver,  we  had  best  find  it  out  now,"  said  Mr 
Luehrsen.  "If  the  carriers  in  this  case  had  abided  by  those 
>visions  of  the  law  which  say  how  disputes  should  be  handled 
there  would  have  been  no  interruption  in  service." 

Mr.  Luehrsen  said  that  the  matter  was  of  particular  interest 
to  him,  since  it  was  the  first  time  in  the  history  of  railroading 
in  this  country  that  train  dispatchers  had  gone  on  strike  "As 
we  see  It,  the  whole  structure  of  the  transportation  act  is  at 
stake.  We  cannot  see  how  a  district  judge,  unsupported  by  a 
Supreme  Court  decision,  can  set  his  opinions  up  as  superior  to 
the  provisions  of  that  act." 

No  member  of  the  board  was  willing  to  comment  on  what 
ction  the  board  could  take  where  a  federal  court  order  is  in- 
volved   but  It  was  understood  that  the  matter  would  be  dis- 
cussed  in  executive  session,  March  4. 

ihls  session  a  decision  was  also  expected  to  be  reached 
in  ?he0°ltb£  E?e  Wage  CUt8'  hearings  on  which  ^ere  held 


case  no  agreements  are  reached  at  these  conferences  the  matters 
will  be  brought  to  the  board  for  settlement. 

B.  M.  Jewell  addressed  a  letter  to  Chairman  R.  M.  Barton 
of  the  Board,  March  3,  in  which  he  urged  that,  before  proceeding 
further  with  the  cases  now  pending,  the  Board  rule  on  the 
request  of  the  unions  for  a  national  conference.  Mr.  Jewell 
stated  that  the  majority  of  the  railroad  executives  are  in  favor 
of  the  establishment  of  adjustment  boards,  but  that  they  have 
been  overruled  by  the  "financiers  who  dominate  the  transporta- 
tion," who  used  W.  W.  Atterbury,  vice-president  of  the  Pennsyl- 
vania System,  as  their  tool. 


PAYROLL  OF  RAILROADS 

The  Traffic  World  Washington  Bureau 

The  payroll  of  the  railroads  in  1920  was  approximately  $3,- 
610,000,000,  according  to  a  statement  issued  by  the  Association 
of  Railway  Executives,  based  on  an  estimate  made  by  the  Bureau 
of  Railway  Economics  from  reports  of  carriers  to  the  Commis- 
sion. 

"This  figure  represents  an  increase  of  $1,870,517,858  over  the 
railroad  payroll  of  fl, 739,482,142  in  1917,  the  year  before  gov- 
ernment control  of  the  railroads,"  the  statement  said. 

"The  Interstate  Commerce  Commission  figures  did  not  in- 
clude last  year's  wage  award,  which  was  made  retroactive  to 
May  1.  Adding  this  increase  ($417,000,000  for  two-thirds  of  the 
year),  and  balancing  the  reduction  of  forces  toward  the  end  of 
the  year  against  increases  during  the  summer,  produces  the 
total  stated. 

"Calculations  by  the  Bureau  of  Railway  Economics  for  the 
third  quarter  of  1920,  combined  with  the  Interstate  Commerce 
Commission's  returns  for  the  first  two  quarters,  indicate  that 
the  total  compensation  of  railway  employes  up  to  October  1  was 
$2,750,000,000.  Adding  to  this  $900,000,000  for  the  fourth  quarter 
(allowance  being  made  for  decrease  in  number  of  employes)  a 
total  wage  bill  even  larger  than  the  amount  stated  above  is  indi- 
cated. 

"The  wage  increase  of  $625,000,000,  effective  for  a  full  year, 
would  put  the  railroad  payroll  on  a  basis  of  $3,818,000,000  per 
annum. 

"On  this  basis  the  1921  payroll  of  the  railroads  will  repre- 
sent an  increase  over  1917  of  $2,078,517,858." 


S.  DAKOTA  MEMORIAL 

A  memorial  adopted  by  the  South  Dakota  legislature  urging 
repeal  of  the  rate-making  section  of  the  transportation  act  was 
submitted  to  the  House  by  the  Speaker  February  24  and  re- 
ferred to  the  committee  on  interstate  and  foreign  commerce. 
Senator  Sterling,  of  South  Dakota,  submitted  in  the  Senate 
the  memorial  from  the  South  Dakota  legislature  which  follows: 

Whereas,  by  the  provisions  of  section  15a  of  the  transportation 
act,  1920,  approved  February  28,  1920,  the  Congress  of  the  United 
States  prescribed,  "That  during  the  period  beginning  March  1,  1920, 
the  Commission  shall  take  as  such  fair  return  a  sum  equal  to  5% 
per  cent  of  such  aggregate  value,  but  may,  in  its  discretion,  add 
thereto  a  sum  not  to  exceed  one-half  of  1  per  cent  of  such  aggregate 
value  to  make  provision,  in  whole  or  in  part,  for  improvements,  bet- 
terments, or  equipment,  which,  according  to  the  accounting  system 
prescribed  by  the  Commission,  are  chargeable  to  capital  account " 
and  thereby  enacted  a  rule  of  rate  making,  so  called,  to  be  observed 
by  the  Interstate  Commerce  Commission  in  exercising  its  power  to 
prescribe  just  and  reasonable  interstate  rates;  and, 

Whereas,  the  result  of  such  rule  of  rate  making,  so  called  is  prac- 
tically to  guarantee  to  common  carriers  annual  net  earnings  from 
operations  and  to  remove  the  incentive  for  care  and  economy  and  ex- 
penditures for  operations;  and, 

Whereas,  the  policy  embodied  in  such  rule  of  rate  making  is  in 
the  opinion  of  the  legislature  of  the  State  of  South  Dakota,  detri- 
mental to  the  public  interests;  and. 

Whereas,  by  several  provisions  of  the  transportation  act.  1920  ap- 
proved February  28,  1920,  the  Congress  of  the  United  States  vested 
broad  powers  in  the  Interstate  Commerce  Commission,  which  that 
Commission  is  attempting  to  exercise  with  a  view  to  controlling 
interstate  commerce  and  the  instrumentalities  thereof  and  with  a 
view  to  preventing  discriminations  against  and  burdens  upon  inter- 
state commerce  in  such  a  way  as  to  deprive  the  several  states  of 
their  right  to  regulate,  under  the  police  powers  intrastate  rates 
services  and  facilities  ,and  the  local  affairs  of  common  carriers:  There- 
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Resolved,  by  the  House  of  Representatives  of  the  State  of  South 
Dakota  (the  Senate  concurring).  That  the  Legislature  of  the  State  of 
South  Dakota  hereby  petitions  and  memorializes  the  Congress  of  the 
United  States  so  to  amend  the  transportation  act,  1920,  as  to  eliminate 
therefrom  the  rule  of  rate  making,  so  called,  and  to  so  define  and 
curtail  the  powers  of  the  Interstate  Commerce  Commission  as  to  pro- 
tect and  preserve  the  powers  of  the  several  state  commissions  with 
relation  to  intrastate  rates,  services  and  facilities,  and  the  local 
affairs  of  common  carriers  within  the  states. 


REDUCTIONS    ON    WATERMELONS 

A  petition  by  the  Suwanee  County  Watermelon  Growers' 
Association  of  Live  Oak,  Fla.,  asking  for  readjustment  of  freight 
rates  on  watermelons  from  Florida  to  northern  and  eastern  mar- 
kets was  submitted  in  the  Senate  by  Senator  Fletcher  and  re- 
ferred to  the  committee  on  interstate  commerce,  Feb.  23. 
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LOSS  AND  DAMAGE  CLAIMS 

uf  .1    s,  ii.      of  articles  written  for  the  Traffic  World   by   ('.    11 
Dietrich) 

In  any  organized  effort  toward  remedying  conditions  that 
are  responsible  for  loss  arid  damage  claims,  it  Is  of  prime  im- 
portance for  the  organization  making  such  effort  to  have  avail- 
able reliable  and  up-to-date  statistics  showing  at  least  the  prin- 
cipal commodities  involved  and  the  principal  causes  against 
which  their  claims  are  charged,  and,  where  Information  is  avail- 
:ii>lf,  locating  the  trouble  by  operating  districts.  Unfortunately, 
tlu>  latter  is  .most  difficult  to  secure,  except  insofar  as  such 

•s  as  may  be  readily  allocated  through  investigation  are  con-- 
eerned. 

In  an  effort  toward  furnishing  information  showing  the  re- 
sponsibility for  loss  and  damage  claims  by  operating  districts  on 
a  line  composed  of  approximately  thirty  such  districts,  the 
writer  was  only  able  to  show  from  15  per  cent  to  18  per  cent 
of  his  entire  claim  account  as  actually  allocated  to  specific  dis- 
tricts. The  balance  of  the  account  had  to  be  prorated  over  two 
or  more  divisions,  and  where  it  is  necessary  to  spread  by  a 
mileage  prorate  such  a  large  percentage  of  the  entire  account, 
the  distribution  by  divisions  undoubtedly  loses  its  effectiveness. 
There  is  no  difficulty,  however,  In  charging  your  claims  to  the 
specific  commodities  involved  and  further  dividing  them  as  be- 
tween the  15  to  IS  standard  causes,  and  a  statement  of  this 
nature  worked  up  monthly  and  distributed  within  a  short  period 
after  the  close  of  the  month  furnishes  all  interested  officers  and 
employes  with  a  first  class  foundation  on  which  to  base  their 
efforts  looking  toward  elimination  of  such  causes. 

Without  some  such  foundation  a  claim  prevention  organi- 
zation is  practically  at  sea  and  its  efforts  can  only  be  of  a  gen- 
eral character,  whereas,  in  order  to  make  them  effective,  the 
work  should  be  directed  first  toward  the  several  commodities 
showing  the  greatest  loss  and  damage  on  the  particular  line  in- 
volved, and  after  the  larger  items  have  been  taken  care  of  it 
is  then  possible  to  take  up  the  smaller  ones  in  turn. 

As  an  example  of  how  it  is  possible  to  concentrate  on  special 
commodities,  1  have  in  mind  one  claim  prevention  organization 
that  found  in  analyzing  its  loss  and  damage  account,  in  the  early 
part  of  1920,  the  claims  received  on  one  particular  commodity 
were  averaging  33%  per  cent  of  all  claims  received,  and  a  special 
drive  was  inaugurated  against  this  particular  class  of  claims 
with  the  result  that  for  the  last  two  months  of  1920,  claims 
on  this  particular  commodity  were  reduced  to  10  per  cent  of 
the  entire  amount  of  claims  received. 

A  further  subdivision  of  the  loss  and  damage  account  in 
connection  with  monthly  statistics  to  indicate  the  amounts  paid 
on  carload  shipments  as  against  less  carload  shipments  also 
develops  some  rather  interesting  information.  In  the  state- 
ment submitted  to  the  American  Railway  Association  by  165 
railroads  for  September,  1920,  the  amount  paid  on  carload  ship- 
ments was  $3,156,469.00,  while  freight  in  less  carload  lots  was 
responsible  for  $3,513,709.00.  Taking  into  consideration  the 
vast  difference  between  the  tonnage  handled  in  carload  ship- 
ini-nts  and  the  revenue  received  from  such,  as  compared  to  the 
less  carload  tonnage  and  revenue,  it  is  quite  apparent  that  the 
loss  and  damage  claims  on  less  carload  freight  are  many  times 
greater  in  proportion  to  the  amount  of  this  class  of  business 
than  on  the  carload  shipments. 

In  following  this  thought  a  little  further  and  considering 
the  expense  involved  in  the  handling  of  less  carload  freight  by 
carriers,  aside  from  the  actual  expense  of  hauling  it,  such  as 
the  cost  of  trucking  at  local  stations,  both  at  point  of  origin  and 
destination;  the  necessity  of  building  and  operating  large 
freight  houses;  the  terminal  expense  in  switching  to  such  plants, 
together  with  the  additional  cost  of  operating  expensive  way- 
freights,  etc.  and  then  adding  this  tremendous  burden  of  loss  and 
damage  to  the  traffic  it  can  easily  be  seen  that  this  less  carload 
business  is  probably  one  that  gives  very  little  if  any  net  returns 
to  the  transportation  line  and  it  is  a  certainty,  from  the  investi- 
gations that  have  been  made  by  practically  all  claim  prevention 
organizations,  that  our  present  day  requirements,  with  respect 
to  the  manner  in  which  less  carload  freight  is  prepared  for 
transportation,  are  in  a  great  many  instances  inadequate  and 
have  not  kept  step  with  the  progress  that  has  been  made  in 
other  directions. 

In  the  middle  west  there  has  perhaps  been  as  much  effort 
put  forth  by  the  various  lines  through  their  claim  prevention 
organizations  on  the  problem  of  cutting  down  loss  and  damage 
on  flour  shipments  as  on  any  other  of  the  principal  commodi- 
ties originating  in  this  territory,  and  I  might  add  that  the  ef- 
forts of  the  transportation  lines  have  been  ably  supplemented  by 
the  earnest  co-operation  of  the  flour  manufacturers,  without 
whose  assistance  the  improvements  that  have  been  brought 
about  could  not  have  been  effected. 

In  the  transportation  of  a  shipment  of  flour,  either  in  car- 
load or  less  carload  lots,  the  first  and  most  important  factor  is 
naturally  a  suitable  car,  and  a  car  to  be  suitable  for  flour  loading 
must  be  first  of  all  clean  and  free  from  any  grease,  oil  or  odors 
left  behind  from  previous  loads.  Second  only  to  this  Is  the 
necessity  of  a  water  tight  roof  and  door  openings,  and  last  of  all 


an  intrriiir  tier  irinii  protruding  nuts,  bolts  or  nail*  If  a  car 
meeting  all  these  requirements  la  supplied  and  good,  ordinary, 
common  sense  la  used  in  stowing  the  load,  tbere  Is  every  prob- 
ability of  it  reaching  destination  In  good  order. 

Unfortunately  it  Is  frequently  a  difficult  matter  to  detect  de- 
fects In  car  roof  or  oily  or  greasy  car  floors,  and  where  a  load  of 
flour  Is  placed  In  a  car  with  either  of  these  defects  Its  arrival  at 
destination  Is  generally  followed  by  a  substantial  claim  for  dam- 
age, and  the  most  exasperating  part  of  our  claims  for  loss  or 
damage  on  flour  and  other  mill  products  Is  the  knowledge  that 
the  amount  claimed  Is  so  frequently  out  of  all  proportion  to  the 
actual  damage  sustained.  This  Is  not  the  miller's  fault,  neither 
is  it  always  the  fault  of  the  consignee,  but  it  Is  due  to  the  fact 
that  where  flour  Is  received  at  remote  points  In  bad  order  and 
by  comparatively  small  dealers  there  are  no  facilities  for  recon- 
ditioning it  such  as  exist  at  the  mill.  This  frequently  results  In 
a  car  of  flour  arriving  at  destination  with  possibly  from  50  to  100 
sacks  somewhat  caked  on  account  of  becoming  wet  In  transit 
and  a  loss  results  from  the  consignee  selling  the  damaged  flour 
at  a  discount  of  from  20  per  cent  to  50  per  cent,  whereas  if  It 
had  been  possible  for  him  to  have  reconditioned  and  resacked 
this  flour  the  loss  on  it  would  have  possibly  not  exceeded  3  to  4 
pounds  per  sack  in  addition  to  the  cost  of  new  sacks  and  labor 
of  rehandling,  in  all  a  loss  of  possibly  5  per  cent  to  10  per  cent. 

This  is  a  feature  of  flour  claims  that  is  difficult  to  overcome, 
as  the  expense  of  returning  a  comparatively  small  lot  of  damaged 
flour  to  the  mill  would  involve,  in  many  cases,  a  haul  of  several 
hundred  miles  and  the  additional  damage  it  would  sustain  on 
this  move,  together  with  the  expense  of  hauling  it  back,  would, 
unless  the  number  of  sacks  involved  was  quite  large,  probably 
offset  any  saving  that  could  be  made  in  this  manner.  This  Is 
particularly  true  of  flour  originating  in  the  Mississippi  Valley 
territory  destined  to  Atlantic  seaboard  points.  About  the  only 
solution  of  the  trouble  that  our  freight  claim  agents  have  been 
able  to  suggest  is  that  where  any  considerable  movement  of  flour 
is  being  made,  the  damaged  sacks  might  be  accumulated  until  a 
sufficient  quantity  is  assembled  and  a  straight  load  can  be  made 
for  return  to  the  mill  for  reconditioning. 

In  the  handling  of  flour  in  sacks  in  less  carload  quantities, 
either  from  the  milling  point  or  from  distributing  points,  it  is  al- 
ways a  difficult  problem  to  prevent  freight  stowed  alongside  of 
the  flour  damaging  it  to  the  extent  of  tearing  the  sacks  and  wast- 
ing the  product.  Our  freight-house  foremen  have  tried  all  man- 
ner of  schemes  to  overcome  this  difficulty,  but  where  a  car  of 
mixed  merchandise  is  loaded  to  anywhere  near  its  capacity,  the 
task  of  safely  stowing  a  lot  of  flour  in  such  a  car  is  always  a 
difficult  one  and  the  claims  for  damage  on  such  shipments  are 
necessarily  numerous. 

The  claims  paid  on  flour  and  other  mill  products  in  Septem- 
ber, 1920,  by  the  165  roads  reporting  to  the  American  Railway 
Association  amounted  to  $247,909.00,  including  both  carload  and 
less  carload,  the  less  carload  payments  being  approximately  25 
per  cent  of  the  entire  amount.  On  this  basis  the  loss  and  dam- 
age on  this  one  commodity  for  a  period  of  one  year  would  be  ap- 
proximately $3,000,000,  and  if  there  are  any  preventive  measures 
that  can  be  taken,  either  by  the  carrier  or  the  shipper,  or  any- 
thing that  can  be  done  to  minimize  the  loss  at  destination,  it 
would  seem  that  the  amount  involved  would  justify  It. 

In  going  into  the  question  of  damage  to  flour  from  water 
penetrating  car  roofs  a  number  of  mills  in  the  Southwest,  par- 
ticularly, developed  the  fact  that,  unless  the  roof  leaked  unus- 
ually bad  the  water,  instead  of  dripping  down  on  the  load,  would 
ordinarily  follow  the  incline  of  the  roof  to  the  sides  of  car  and 
drip  or  run  down  at  that  point;  and  they  found,  further,  that  by 
using  a  system  of  pyramidical  loading,  starting  the  bottom  tiers 
an  inch  or  so  from  the  sides  of  car  and  building  the  load  up  in 
pyramid  form,  it  was  possible  to  avoid  a  great  deal  of  damage 
from  water  and  almost  entirely  prevent  damage  from  torn  sacks 
due  to  projecting  nails,  bolts,  etc.,  and  irregular  surfaces  of  the 
car  sides  themselves. 

A  number  of  shippers  in  the  Northwest  have  found  it  pos- 
sible to  avoid  a  great  deal  of  water  damage  by  stowing  the  load 
in  the  car  in  such  a  way  as  to  keep  it  back  a  reasonable  distance 
from  the  side  door  openings  by  the  use  of  grain  boards  placed 
on  end  and  running  from  a  point  about  6  or  8  inches  inside  the 
car  door  on  the  floor  to  the  sides  of  the  car  at  the  roof.  A  par- 
ticularly effective  method  of  protecting  the  flour  from  side  door 
damage  has  been  found  to  be  the  use  of  tarred  building  paper 
applied  around  the  outside  edges  of  side  doors,  lapping  over  a 
space  of  from  6  to  8  inches  and  securely  fastened  in  place  by  the 
use  of  heavy  tacks.  A  liberal  lining  of  heavy  paper  of  the  entire 
interior  of  the  car  has  also  been  a  saving  measure  and  is  almost 
indispensable  In  order  to  prevent  outer  sacks  from  becoming 
soiled,  unless  the  car  is  practically  new,  and  even  then  it  is  a 
desirable  feature. 

There  has  been,  in  late  years,  a  considerable  number  of  in- 
stances where  rather  serious  damage  had  occurred  from  steel 
car  roofs  sweating  in  transit  as  a  result  of  warm  flour  being 
loaded  fresh  from  the  rolls  into  a  car  equipped  with  a  steel  roof, 
during  cold  weather,  and  to  avoid  a  damage  of  this  nature  a 
heavy  covering  of  paper  over  the  entire  load  is  necessary. 
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What  is  time  of  flour  itself  is  also  true  of  other  mill 

bran   miUdlings,  corn  meal  and  particularly  the  so-called 

e  handled  nowadays  m  larger 


sion  of  a  large  tonnage  of  coal,  moving  it  into  terminals  and 
holding  it  there  under  demurrage  for  reconsignment,  shipments 
hanging  hands  from  one  speculator  to  another  without  the  coal 


feed  preparations  which  are  handled  nowadays 

qualities  than  ever  before     The .  P^ipal            ^^transR  '""The"  public  utilities  paid  enormous  sums  of  money  for  coal 

ter  commodity  seems  to  be  its  inherent  nature  to  heat ^n  tra  Order  to  keep  running,  sometimes  bidding  outrageous  prices  for 

,^i  in  a  rinsed  car  for  any  great  length  ot  time,  ana  u  in  o                                                        ^UQ,,Q  ,,™,iiHr,r,=  ovi=tir,o-  or,^ 


if  confined  in  a  closed  car  for  any  great  length 

would  seem  from  the  volume  of  «>ese  dainage  f alms  on  tms      _  come  ln    Coal  shipments  moved  m  circles 

commodity  that  some  special  efforts  mus     be  put ^.y^tte      penm,  ng  ^  ^  reconsigned  to  dis- 


coal  held  in  terminals,  in  order  to  relieve  conditions  existing,  and 

Coal  shipments  moved  in  circles 


upr.  ,  %  toward  a  loading  plan  that  win  permit 

3S  on  o  a?r  Trough  the  load.  Whether  this  can  be  ac- 
complished  by  stowing  in  units  of  40  or  50  bags  each  with  some 
sort  of  separation  between  them,  or  by  placing  sufficient  strip 
between  the  bags,  is  a  question  that  will  have  to  be  developed 
by  experience,  but  certain  it  is  that  this  is  a  growing  hazard 
and  the  damage  we  are  experiencing  is  sufficient  to  warrant 
some  steps  being  taken  to  change  the  present  method  of  piling 
these  bags  closely  together  in  the  car. 

It  might  be  appropriate  also  to  suggest  at  this  time  the  ad- 
visability, both  from  the  standpoint  of  carrier  and  shipper  or 
receiver  alike,  of  having  the  question  of  the  amount  of  damage 
decided  on  at  the  time  delivery  is  made,  where  flour  arrives  at 
destination  with  the  sacks  either  torn,  wet  or  otherwise  dam- 
aged (This  suggestion  is  applicable  to  almost  any  other  com- 
modity as  well).  Where  this  action  is  taken  there  is  prevented 
any  long  drawn  out  controversy  with  respect  to  the  actual 
amount  of  damage  sustained.  Every  freight  claim  office  has  been 
called  on  to  adjust  claims  of  this  nature  based  on  a  notation 
made  by  destination  agent,  reading,  "ten  sacks  damaged."  This 
description  of  the  damage,  of  course,  means  nothing  to  any  of 
the  interested  parties  in  adjusting  the  claim.  If  carriers'  agent 
at  destination,  on  receipt  of  a  damaged  shipment,  would  co- 
operate with  the  consignee  in  arranging  to  have  him  take  the 
necessary  steps  to  minimize  the  loss  or  damage,  such  as  securing 
clean  sacks  where  the  damage  is  due  to  soiled  sacks  only,  or  to 
having  the  flour  resacked,  where  a  few  pounds  in  each  bag  is 
caked  from  moisture,  and  then  make  his  report  indicating  the  ex- 
act expense  involved,  together  with  the  actual  loss  in  pounds,  this 
would  put  the  freight  claim  office  in  position  to  adjust  the  en- 
suing claim  without  any  argument,  provided  there  was  carrier's 
liability,  and  on  account  of  the  great  bulk  of  these  claims  being 
handled  by  the  mill  for  their  customer  at  destination  it  would  be 
much  appreciated  by  the  claim  departments  of  the  various  mill- 
ing companies. 

PRIORITY  ORDERS 

The  Traffic  World  Washington  Bureau 

Senator  Calder,  of  New  York,  has  introduced  a  new  bill 
(S.  5045)  designed  to  take  from  the  Commission  the  right  to 
issue  priority  orders,  in  time  of  emergency,  for  the  movement  of 
a  particular  commodity,  such  as  coal.  The  bill  is  in  line  with 
the  Senator's  view  that  the  Commission  should  not  have  had 
the  authority  to  issue  the  coal  priority  orders  last  summer.  Live 
stock  and  perishable  products  are  excepted,  however,  in  the  bill 
which  amends  paragraph  15  of  section  1  of  the  interstate  com- 
merce act. 

The  priority  orders  of  the  Commission  were  discussed  in 
the  Senate,  March  2,  by  Senator  Calder.  He  said  the  evils  en- 
countered in  1920  were  "speculative  conditions  as  the  result  of 
shortage  of  supply,  artificial  demand  and  misuse  of  transporta- 
tion facilities." 

"When  May  1,  1920,  arrived,"  said  he,  "the  release  of  re- 
strictions on  export  coal  and  the  prices  of  domestic  coal,  and 
with  the  predictions  of  impending  shortages  emanating  from 
the  Interstate  Commerce  Commission,  the  Railroad  Administra- 
tion, the  Geological  Survey  and  Senator  Frelinghuysen's  com- 
mittee, the  price  of  coal  went  up. 

"The  Interstate  Commerce  Commission  attempted  to  handle 
the  situation  through  the  control  of  transportation  facilities  and 
while  issuing  ex  parte  priority  orders  they  were  delinquent  in 
increasing  the  charge  for  the  reconsignment  of  cars  and  also 
in  advancing  demurrage  charges.  Although  the  railroads  were 
unduly  congested  through  the  forcing  of  coal  over  the  rails  in- 
stead of  coastwise  by  vessel,  the  Interstate  Commerce  Commis- 
sion took  no  effective  action  to  bring  the  water  transportation 
into  use  in  (he  emergency,  nor  did  it  make  proper  provision  for 
policing  of  its  priority  orders  in  order  to  prevent  their  abuse. 

"Strong  opposition  to  the  ex  parte  priority  orders  of  the  Com- 
mission was  voiced  by  industries  cut  off  from  transportation, 
and  criticism  was  also  directed  at  the  delinquency  of  the  Com- 
mission in  not  curtailing  the  reconsignment  privilege,  increasing 
demurrage  charges  in  order  to  discourage  the  holding  of  cars 
for  speculative  purposes,  and  also  in  failing  to  provide  adequate 
policing  of  their  priority  orders.  It  was  contended  that  many 
industries  in  the  eastern  part  of  the  country  were  brought  to  a 
standstill  through  lack  of  transportation  facilities. 

"The  gross  volume  of  transportation,  however,  increased, 
while  coal  transportation  became  a  matter  of  speculative  profit. 
Car  numbers  were  bought  and  sold,  priority  orders  were  bought 
and  gold,  and  coal  cars  were  held  at  terminals  until  the  rail- 
road terminals  were  blocked  to  other  traffic  and  to  legitimate 
coal  business  as  well.  The  speculative  element  secured  posses- 


tant"  points,  possibly  several  times.  These  conditions  tied  up 
railroad  equipment,  the  rail  and  terminal  facilities,  and  created 
shortages  and  artificial  demands.  Prices  soared  to  an  outrageous 
extent,  especially  at  tidewater  points  where  the  influence  of  ex- 
port demand  was  felt. 

"A  review  of  the  year  shows  that  no  coal  shortage  actually 
existed-  that  the  country  produced  556,563,000  tons  of  bituminous 
coal  during  the  year  1920,  compared  with  458,063,000  tons  during 
the  year  1919,  and  that  in  spite  of  the  strikes,  and  priority 
orders,  which  always  decrease  the  tonnage  movement  of  rail- 
roads, they  carried  more  tonnage  in  the  year  1920  than  in  any 
previous  year.  The  railroads  averaged  to  move  191,000  cars  of 
bituminous  coal  weekly  in  the  year  1920,  as  compared  with 
154,000  cars  weekly  in  the  year  1919;  so  that  there  was  no  actual 
transportation  or  coal  shortage. 

"The  misuse  of  the  transportation  facilities  by  the  coal  in- 
dustry to  whom  priorities  were  given  at  the  expense  of  the  gen- 
eral industry  of  the  country  and  the  domestic  consumers  of  coal 
was  unfortunate,  the  abuse  even  extending  to  the  abrogation  of 
contracts." 

The  power  exercised  by  the  Commission  in  issuing  priority 
orders  for  the  movement  of  coal  in  time  of  emergency  will  not 
be  interfered  with  if  the  bill  proposed  by  the  Senate  committee 
on  manufactures  in  lieu  of  the  other  Calder  coal  regulation  bill  is 
enacted  into  law.  The  committee  eliminated  all  provisions  giv- 
ing the  President,  in  time  of  emergency,  power  to  fix  the  price 
of  coal  and  regulate  its  production  and  distribution,  and  pro- 
vided merely  for  the  gathering  and  publication  of  statistics  on 
the  coal  industry.  This  is  left  to  the  Federal  Trade  Commis- 
sion, the  Geological  Survey  and  the  Interstate  Commerce  Com- 
mission. 

The  bill  provides  that  the  Interstate  Commerce  Commission 
shall  require  and  secure  reports  from  railroads  on  the  ratings 
of  mines  for  the  purpose  of  distribution  of  cars  thereto  and  the 
percentage  of  coal-car  rated  requirements  furnished,  the  load- 
ing, movement,  reconsignment  and  unloading  of  coal  or  coal 
cars,  and  other  information  relevant  thereto  and  shall  compile 
information  and  statistics  thereon.  These  reports  shall  be  com- 
piled regularly,  the  bill  provides,  and  the  Commission  is  directed 
to  "currently  and  promptly  prepare  concise  summarized  state- 
ments of  fact  covering  such  regular  or  special  periods,  with  its 
comments  thereon  or  interpretations  thereof,  as  it  deems  useful 
to  Congress  and  to  the  people  of  the  United  States  and  shall 
transmit  the  same  to  the  Federal  Trade  Commission  for  publi- 
cation." 

Section  15  of  the  bill  provides  that  nothing  in  the  act  shall 
be  construed  as  limiting  or  repealing  any  of  the  provisions  con- 
tained in  the  interstate  commerce  act  or  the  transportation  act. 
For  the  fiscal  year  ending  June  30,  1921,  an  additional  appropria- 
tion of  $10,000  is  made  for  the  Interstate  Commerce  Commission 
to  defray  expenses  in  connection  with  the  duties  imposed  upon 
it.  A  similar  amount  is  made  available  for  the  Director  of  the 
Geological  Survey  and  $25,000  for  the  Federal  Trade  Commission. 


TRANSPORTATION  PROBLEMS 

A  firm  stand  in  favor  of  administrative  bodies,  particularly 
the  Interstate  Commerce  Commission,  is  taken  by  Attorney 
Francis  B.  James  in  his  booklet,  "Some  Phases  of  the  Transpor- 
tation Problem,"  recently  published  by  John  Byrne  &  Co.,  Wash- 
ington, D.  C.  Mr.  James  explains  the  independent  and  harmoni- 
ous workings  of  legislative  and  administrative  bodies  and 
sketches  interestingly  the  workings  of  railroad  policies  in  this 
country  both  prior  and  subsequent  to  the'  passage  of  the  inter- 
state commerce  act. 

In  dealing  with  the  transportation  act  of  1920  Mr.  James 
finds  reasons  for  criticizing  the  car  service  section  of  that  law. 
He  points  out  that  under  this  section  the  Commission  can  and 
does  issue  car  service  orders  without  notice,  hearing  and  report, 
a  policy  which  he  says  has  brought  down  on  the  Federal  Trade 
Commission  much  deserved  criticism.  The  book  calls  for  a  con- 
certed move  on  the  part  of  organized  industries  to  remove  that 
part  of  the  section  which  allows  preferences  and  priorities,  and 
to  have  incorporated  in  it  some  rule  which  will  require  the  car- 
riers to  take  steps  to  provide  the  maximum  required  amount  of 
equipment.  It  also  advocates  the  entering  of  an  order  by  the 
Commission  requiring  the  filing  of  car  service  rules  as  a  part  of 
published  tariffs.  The  booklet  is  a  reprint,  with  authorities  and 
an  index  added,  of  an  address  made  by  Mr.  James  before  the 
National  Association  of  Sand  and  Gravel  Producers  at  Louis- 
ville, January  12. 
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Questions  and  Answers 

In  thli  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  hit  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  question!  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  n  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  se-vice  by  the  payment  of  a  reasonable  fee.  The  right  it  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Traffic  Service  Corporation,  Colorado  Building,  Washington,  D.  C. 


Carload  Vs.  L.  C.  L.  Charges  on  Less-Carload  Shipments 
Illinois. — Question:  Advise  correct  Interpretation  of  sections 
1  and  2  of  rule  15  of  Illinois  Classification  No.  11  as  regards 
the  following:  Shipment  weighing  13,500  pounds;  L.  C.  L.  rate, 
"l.'ic  per  cwt.;  C.  L.  rate,  lie  per  cwt.;  minimum  weight,  26,000 
pounds.  Shipment  tendered  carrier  as  an  L.  C.  L.  shipment, 
loaded  in  accordance  with  rule  6  of  Illinois  Classification  No.  11. 
Shipment  loaded  and  unloaded  by  carrier  at  point  of  origin  and 
at  destination.  Inasmuch  as  charges  for  minimum  carload,  plus 
5  cents  per  cwt.,  actual  weight  (loading  and  unloading)  exceeds 
armal  weight  at  L.  C.  L.  weight,  we  contend  that  shipment  should 
have  been  delivered  on  basis  of  13,500  pounds  at  21.5  cents  per 
cwt. 

Answer:  In  our  opinion  you  are  correct  in  your  contention 
that  shipment  should  have  been  delivered  on  basis  of  actual 
weight,  13,500  pounds,  at  the  less-carload  rate  of  21%  cents  per 
100  pounds.  Section  1  of  rule  15  of  the  Illinois  Classification 
reads  in  part  as  follows:  "Except  as  provided  in  sections  2  and 
3,  the  charge  for  a  less-carload  shipment  must  not  exceed  the 
charge  for  a  minimum  carload  of  the  same  freight  at  the  carload 
rate."  The  charges  for  a  minimum  carload  when  the  loading 
and  unloading  is  done  by  the  carrier,  is  based  on  the  carload 
rate  and  minimum  weight  plus  the  loading  and  unloading  charges 
and  in  your  case  the  charge  for  a  minimum  carload  is  higher 
than  the  charge  for  a  straight  less-carload  shipment  based  on 
the  less-carload  rate  and  actual  weight.  You  are  therefore  en- 
titled to  protection  of  charges  based  on  the  less-carload  weight 
and  actual  weight. 

Reconsignment   of   Refused   Shipment 

New  Jersey. — Question:  On  December  23  a  car  was  shipped 
from  Greenville  S.  C.  consigned  to  us.  Car  arrived  on  January 
3  and  was  placed  on  our  private  siding  on  same  day.  It  was 
subsequently  refused  account  overshipment  and  returned  to 
freight  agent  the  following  day.  As  an  accommodation  to  ship- 
per we  accepted  it  on  January  12  and  car  was  unloaded  on  the 
14th.  For  this  service  the  railroad  company  charged  the  follow- 
ing: Switching  $7;  reconsignment  $7.25;  straight  demurrage, 
{23  (this  represents  the  interum  between  January  3  and  January 
12.  Average  demurrage  from  January  13  to  14,  inclusive). 

Being  subject  to  average  agreement  demurrage,  we  would 
thank  you  to  advise  if  the  railroad  company  had  the  right  to 
charge  straight  demurrage  up  to  and  including  the  12th  and 
then  switch  this  charge  on  average  agreement  demurrage  basis. 
We  contend  that  when  a  party  enters  into  the  average  agreement 
that  all  cars  unloaded  should  be  included  in  this  agreement  and 
that  it  is  not  permissible  for  the  railroad  company  to  charge 
on  straight  demurrage  basis.  We  further  contend  that,  even 
despite  the  delay  in  accepting  the  car  in  question,  that  it  is 
subject  to  average  agreement  demurrage,  notwithstanding  the 
railroad  company's  advices  to  the  contrary. 

Answer:  In  our  opinion  the  carrier  Is  correct  in  assessing 
straight  demurrage  on  this  shipment  during  the  period  it  was 
held  at  destination  subject  to  orders  of  the  shipper,  because  of 
the  fact  that  you  had  no  interest  in  the  shipment  after  you 
returned  it  to  the  carrier  until  January  12,  when  the  car  was 
accepted  by  you  for  unloading.  In  so  far  as  the  carrier  is  con- 
cerned, the  demurrage  accruing  during  this  period  was  charge- 
able to  the  shipper  and  not  to  you.  So,  unless  the  shipper  has 
an  average  agreement  arrangement  with  the  carrier  at  destina- 
tion, straight  demurrage  should  be  assessed. 

Reconsignment  Vs.  Reshipment 

Ohio. — Question:  We  made  shipment  of  three  cars  of  steel 
n>  to  a  firm  located  within  the  switching  limits  of  Portsmouth, 
0.,  via  N.  &  W.  Ry.  Cars  were  set  into  this  firm's  plant  and 
were  refused  by  them.  They  then,  without  instructions  from 
us,  set  cars  back  to  N.  &  W.  with  bill  of  lading  billing  them 
to  us  at  Portsmouth,  O.,  and  notified  us  of  their  action.  We 
immediately  furnished  agent  at  Portsmouth  with  reconsigning 
instructions  to  Lima.  Cars  arrived  here  and  we  find  the  N.  & 
W.  have  used  a  .switch  rate  of  $1.26  per  ton  to  move  cars  from 
the  plant  of  original  consignee  to  Portsmouth,  O.,  and  then 
charged  us  local  rate  Portsmouth  to  Lima,  plus  reconsigning 
charge.  We  contend  that  inasmuch  as  cars  were  promptly  re- 


consigned  upon  arrival  Ht  I'ortmnouUi.  that  charge  should  be 
rate  Portsmouth  to  Lima,  plus  reconsigning  charge,  and  no 
switch  charge  should  be  made.  Cars  were  spotted  on  team 
track  by  N.  &  W.  when  set  out  by  consignee,  as  we  were  un- 
known in  Portsmouth  and  had  no  private  siding.  The  N.  &  W. 
authority  for  $1.26  rate  Is  the  Intermediate  clause.  The  question 
seems  to  be,  was  this  a  reconsignment  or  a  reshlpment? 

Answer:  In  view  of  the  fact  that  the  cars  were  billed  back 
to  you  by  your  customer  at  Portsmouth  and  the  cars  were  placed 
for  unloading  by  the  carrier  on  Its  team  track  at  Portsmouth 
prior  to  the  receipt  of  your  reconsigning  instructions,  It  is  our 
opinion  that  your  shipment  is  subject  to  rule  12  of  the  diversion 
or  reconsignment  rules,  reading  in  part  as  follows :  "If  a  car  has 
been  placed  for  unloading  at  original  billed  destination  and  is 
then  reforwarded  therefrom  without  being  unloaded,  to  a  point 
outside  of  the  switching  limits,  it  will  be  subject  to  the  rates  to 
and  from  the  point  of  reconsignment  plus  reconsignment  charge." 
The  carrier  is  therefore  correct  in  assessing  charges  based  on 
the  switching  charge  plus  the  rate  from  Portsmouth  to  Lima,  In 
addition  to  the  regular  reconsigning  charge. 

The  question  raised  by  you  was  considered  by  the  Interstate 
Commerce  Commission  in  a  recent  case,  Boston  Chamber  of 
Commerce  et  al.  vs.  Director-General,  as  Agent,  Grand  Trunk 
Ry.  Co.  of  Canada  et  al.,  59  I.  C.  C.  73.  The  complainants  in 
this  case  conceded  that  if  in  fact  a  shipment  had  been  delivered 
the  subsequent  movement  constitutes  a  reshipment  for  which  the 
carrier  is  entitled  to  charge  his  local  rate,  but  they  contend 
that  the  mere  placement  of  cars  for  unloading  on  public  deliver)' 
tracks  does  not  constitute  delivery.  The  Commission  in  passing 
on  this  question  made  the  following  statement:  "In  the  ab- 
sence of  proper  instructions  to  the  contrary,  it  is  within  the 
rights  of  the  carrier  to  place  a  car  for  unloading  as  promptly 
as  possible  upon  arrival  at  billed  destination." 

If  the  cars  had  been  billed  back  to  you  at  Portsmouth  to 
be  held  for  reconsignment  you  would  have  been  entitled  to 
protection  of  the  rate  from  Portsmouth  to  Lima  without  the 
addition  of  any  switching  charge,  but  as  the  cars  were  simply 
billed  to  you  at  Portsmouth,  the  carrier  was  within  its  right  In 
placing  the  cars  on  Its  team  track  and  is  entitled  to  assess 
switching  charges  in  addition  to  the  line-haul  rate  for  the  return 
movement  to  Lima. 
Storage  Charges  on  Shipment  Not  Covered  by  Revenue  Billing 

Illinois. — Question:  We  note  in  January  15  issue  of  The 
Traffic  World,  page  141,  there  is  a  question  on  storage  charges 
on  shipment  not  covered  by  revenue  billing.  The  writer  is  of 
the  opinion  that,  according  to  the  published  tariffs  of  the  trans- 
portation company,  they  could  not  collect  storage  charges  on  the 
shipment  in  question.  If  you  will  refer  to  section  A  on  page  20 
of  the  tariff  referred  to  by  you,  you  will  find  that  notice  must 
specify  point  of  shipment  and  commodity.  According  to  the 
writer's  interpretation  of  this  tariff,  unless  the  transportation 
company  furnish  this  information  on  their  notice,  they  could  not 
collect  storage  charges,  regardless  of  the  length  of  time  it  re- 
mained in  storage. 

If  the  consignee  would  question  the  sufficiency  of  the  notice 
as  provided  for  in  paragraph  1,  section  C  of  rule  7.  storage  could 
not  be  collected  until  sufficient  notice  was  given  as  provided 
for.  The  writer  understands  the  tariff  has  been  written  in  this 
manner  so  as  to  guard  against  the  consignee  being  compelled 
to  take  goods  that  do  not  belong  to  them. 

Answer:  The  point  raised  by  you  was  not  at  issue  in  the 
question  answered  by  us  in  the  January  15  issue  of  The  Traffic 
World;  the  question  asked  by  "Ohio"  being  a  general  one,  we 
did  not  go  into  the  various  rules  in  detail.  With  respect  to  the 
question  raised  by  you,  it  is  our  opinion  that  the  carrier  could 
not  assess  storage  charges  on  the  shipment  in  question  if  the 
consignee  had  complied  with  rule  7  of  the  uniform  storage  rules 
carried  in  J.  E.  Fairbanks'  Tariff  No.  1-B,  I.  C.  C.  No.  9.  which 
provides  that  no  storage  shall  be  collected  under  these  rules  if 
the  consignee  serves  upon  the  delivering  carrier  a  full  written 
statement  of  his  objection  to  the  sufficiency  of  the  carrier's  notice 
of  arrival,  it  being  assumed  that  the  carrier's  notice  of  arrival 
did  not  furnish  all  the  information  required  by  section  A  of 
rule  2  of  the  uniform  storage  rules.  However,  if  the  consignee 
made  no  objection  to  the  carrier's  notice  of  arrival,  even  though 
it  did  not  furnish  all  of  the  required  information,  we  are  of  the 
opinion  that  the  carrier  is  entitled  to  assess  storage  charges 
if  it  can  prove  that  the  goods  in  question  belonged  to  the  con- 
signee. 

Reconsignment  Vs.  Reshipment 

Kansas. — Question:  Inasmuch  as  my  views  are  not  in  ac- 
cord with  yours  as  expressed  in  the  closing  paragraph  of  your 
answer  to  "Vermint"  on  page  1181  of  the  December  18  issue 
of  The  Traffic  World,  I  am  going  to  give  my  views  on  the  point 
at  issue,  which  I  believe  will  be  found  In  line  with  the  views  of 
freight  accounting  officers  generally. 

As  I  understand  the  position  you  are  taking,  a  car  may  not 
be  placed  unless  the  consignee  has  given  orders  for  placement. 
Our  company  takes  the  position  that  If  a  car  arrives  at  a  destina- 
tion, consigned  to  an  unknown  person  who  has  failed  to  give 
any  placement  instructions,  the  car  shall  be  placed  on  the  public 
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e  car  had  been  placed  and  that  reconsignment  would  not  I* 
permitted  upon  the  basis  of  the  through  rate  plus  the  reconsign- 
ing charge. 
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^nmenfon 'bas5s  'oTthe  Throu^'rates  plus  the  reconsigning 
cK  would  be  in  order.  The  whole  point  of  my  argument  is 
this  •  That  the  mere  fact  that  the  consignee  is  not  known,  does 
not  preclude  the  possibility  of  the  car  being  ^f*6^*0^^0^^ 

8h?pperrsatof'Pfreight  \faat  is  subject  to  frequent  reconsignment 
could  simply  consign  the  shipments  to  a  fictitious  name  at  some 
intermediate  point,  and  take  their  time  to  issue  reconsigning 
instructions,  subject,  of  course,  to  the  limitations  provided  by  the 

tariffs? 

Answer-  Our  answer  to  "Vermont"  in  the  December  18 
issue  of  The  Traffic  World  was  misleading  in  that  it  could  be 
interpreted  as  giving  the  impression  that  a  carrier  cannot  place 
cars  for  unloading  at  destination  until  the  consignee  has  given 
orders  for  placement.  You  are  correct  in  taking  the  position 
that  if  a  car  arrives  at  a  destination  consigned  to  an  unknown 
person  who  has  failed  to  give  any  placement  instructions,  the 
carrier  is  within  its  rights  in  placing  the  car  on  the  public  de- 
livery track  and,  if  the  consignee  later  desires  to  have  delivery 
made  elsewhere,  either  at  a  point  within  the  switching  limits. 
of  original  destination  or  at  a  point  outside  of  the  switching 
limits  he  must  pay  the  switching  charge  from  the  public  delivery 
track  to  the  point  within  switching  limits  at  which  delivery  is 
made,  in  accordance  with  rule  13  of  the  reconsigning  rules,  or 
the  rate  from  first  destination  to  the  second  destination  outside 
of  the  switching  limits  plus  reconsignment  charge  in  accordance 
with  rule  12  of  the  reconsignment  rules,  the  above  charges  to 
be  in  addition  to  the  rate  from  original  point  of  origin  to  the 
first  destination. 

The  Interstate  Commerce  Commission,  in  a  recent  case,  the 
Boston  Chamber  of  Commerce  et  al.  vs.  Director-General,  as 
Agent,  Grand  Trunk  Ry.  Co.  of  Canada  et  al.,  59  I.  C.  C.  73,  had 
this  question  before  it  for  consideration.  The  complainants  in 
that  case  conceded  that  if  in  fact  a  shipment  has  been  delivered 
the  subsequent  movement  constitutes  a  reshipment  for  which 
the  carrier  is  entitled  to  charge  his  local  rate,  but  they  con- 
tended that  the  mere  placement  of  cars  for  unloading  on  public 
delivery  tracks  does  not  constitute  delivery.  The  Commission, 
in  passing  on  this  question,  made  the  following  statement:  "In 
the  absence  of  proper  instructions  to  the  contrary,  it  is  within 
the  rights  of  the  carrier  to  place  a  car  for  unloading  as  promptly 
as  possible  upon  arrival  at  billed  destination." 

In  Investigation  and  Suspension  Docket  No.  741,  St.  Louis, 
Mo.  (Cupples  Station),  Terminal  Regulations,  40  I.  C.  C.  432,  the 
Commission  said  that  a  reasonable  tender  of  freight  at  an  acces- 
sible point  must  be  made  by  carriers  to  consignees  under  the 
law.  Ordinarily  such  a  delivery  is  effected  by  setting  the  car 
on  a  team  track  or  private  siding. 

Demurrage  on  Cars  Under  Constructive  Placement 

Illinois. — Question:  Should  railroad  compute  time  against 
consignee  beginning  with  7  a.  m.  after  date  that  notification  of 
constructive  placement  was  given  if  consignee  on  date  of  arrival 
gave  switching  instructions,  while  car  was  not  placed  until  10:30 
a.  m.  next  day,  in  one  case,  not  until  4:30  p.  m.  in  another  case, 
taking  into  consideration  the  fact  that  consignee  had  car  of  the 
same  material  on  track  at  time  car  in  question  arrived,  which 
he  had  not  yet  commenced  unloading  when  the  later  arrival  was 
finally  placed. 

Consignee  paid  demurrage  on  car  that  was  on  track  without 
question,  but  contends  that  car  was  not  accessible,  but  he  did 
not  order  it  spotted,  as  it  was  his  intention  to  go  ahead  and 
unload  new  cars  instead,  and  avoid  demurrage  on  the  new  cars. 
Through  failure  of  the  new  cars  to  be  placed,  claim  is  made  by 
consignee  that  he  is  entitled  to  48  hours  after  placement  on  his 
track. 

The  railroad  takes  the  position  there  was  no  unreasonable 
delay  and  cites  interpretation  No.  869  of  the  American  Railroad 
Association  as  authority  for  charging  demurrage  on  the  grounds 
that  consignee  was  not  inconvenienced  or  delayed  in  unloading, 
as  records  indicate  there  was  sufficient  material  on  track  to  keep 
him  employed  and  that  consignee  could  have  saved  the  demur- 
rage on  the  old  car  had  he  unloaded  it  while  awaiting  placement 
of  the  new  car. 

Interpretation  No.  869  of  the  American  Railroad  Association 
reads  as  follows:  "When  there  are  cars  on  constructive  place- 
ment and  the  railroad  fails  to  shift  the  siding  of  the  consignee 
in  whole  or  in  part,  what  allowance  should  be  be  made  for  this 
error  of  the  railroad  company? 

No  allowance  will  be  made  unless  all  cars  are  unloaded  be- 
ore  next  shift  is  made.  If  a  shift  is  missed  when  a  siding  is 


each   car   uuu<^i    ^v*»w»,. »-~ — .-   *- 

missed  If  a  shift  is  missed  when  only  a  part  of  the  cars  on  the 
siding  are  empty,  one  day  extra  free  time  will  be  allowed  on  a 
proper  proportion  of  the  cars  under  constructive  placement. 
This  proportion  corresponds  to  the  proportion  of  empty  cars  to 
the  total  number  of  cars  on  the  siding  when  the  shift  is  missed. 
When  shifts  are  regularly  made  twice  a  day,  half  above  allow- 
ance will  be  made,  and  so  on.  Each  commodity  will  be  com- 
puted separately,  when  so  requested  (see  rules  5,  section  A,  and 


Apparently   there   was   room   on   the   consignee's 
track  for  the  cars  in  question  to  be  placed  immediately  upon 
their  arrival  at  destination,  and  it  is  therefore  not  clear  to  us 
as  to  why  it  was  necessary  for  the  new  cars  to  be  placed  under 
constructive  placement  upon  their  arrival  at  destination, 
was  room  on  consignee's  track  at  the  time  cars  arrived  i 
tination  and  the  carrier  had  instructions  to  place  the  cars  on 
the  consignee's  track,  no  demurrage  should  accrue  until  4  *  hours 
after  placement  on  the  consignee's  track,  as  carrier  cannot  1 
fully  assess  demurrage  under  such  circumstances  until  cars  are 
actually  placed.    The  above  is  in  accordance  with  section  D  of 
rule  3  and  section  A  of  rule  2  of  the  National  Car  Demurrage 
Rules  and  Charges,  Agent  J.  E.  Fairbanks'  Demurrage  Tariff  No. 
4    I    C    C    No.  8.    If  actual  placement  could  not  be  made,  dui 
to  consignee's  inability  to  receive  cars,  then  the  carrier  is  en- 
titled to  compute  time  from  the  first  7  a.  m.  after  actual  i 
constructive  placement  on  the  consignee's  track  in  accordance 
with  section  D  of  rule  3,  or  in  the  event  constructive  placement 
cannot  be  made  on  consignee's  track,  carrier  may  hold  car  a 
destination  or  at  the  nearest  available  hold  point  and  send  writ- 
ten notice  of  such  constructive  placement  to  the  consignee  and 
time  will  be  computed  from  the  first  7   a.  m.   after  such  con- 
structive placement  and   the  serving  of  the   written  notice,   in 
accordance  with  rules  3  and  5. 

In  our  opinion  interpretation  No.  869  of  the  American  E 
road  Association  applies  only  where  a  consignee's  track  is  fully 
occupied  either  with  loaded  or  empty  cars,  or  a  mixture  of  both 
kinds.  The  carrier  is  not  authorized  to  hold  a  car  under  con- 
structive placement  when  it  has  instructions  to  place  the  car 
at  a  designated  point  and  delivery  at  such  point  can  be  made.  It 
is  therefore  our  opinion  that  if  there  was  room  on  the  con- 
signee's track  to  receive  the  new  cars  and  the  carrier  had  in- 
structions at  the  time  cars  arrived  to  place  them  on  the  con- 
signee's track,  no  demurrage  should  be  assessed  until  48  hours 
after  placement  on  consignee's  track. 

Reconsignment  Vs.  Reshipment 

Pennsylvania. — Question:  A  car  of  hay  reaches  its  original 
billed  destination  and  is  placed  for  delivery.  The  party  for 
whom  it  is  originally  intended  finds  the  quality  inferior  and 
refuses  to  accept.  The  broker  pays  all  inbound  freight  charges 
including  demurrage  and  any  other  charges  accrued  and  without 
unloading  the  hay,  or  in  any  way  breaking  bulk,  furnishes  a  new- 
shipping  order  and  bill  of  lading  to  a  new  destination.  Would 
such  a  shipment  under  Rule  12  of  the  Uniform  Diversion  and  Re- 
consigning  Tariff  be  subject  to  the  reconsigning  charge  of  $7.00, 
if  so  can  you  give  any  specific  reference  to  any  ruling  or  decision 
of  the  Interstate  Commerce  Commission  to  substantiate  same? 

It  would  seem  in  the  Commission's  ruling  in  Reconsigning 
Case,  47  I.  C.  C.  590,  that  such  a  shipment  would  be  subject  to 
the  reconsigning  charge,  although  I  find  some  railroads  are  not 
collecting  same,  claiming  that  the  payment  of  freight  and  other 
charges  and  furnishing  a  new  bill  of  lading  constitute  a  new 
shipment,  notwithstanding  the  fact  that  the  shipment  had  not 
broken  bulk. 

Answer:  The  question  as  to  whether  or  not  such  a  ship- 
ment would  be  subject  to  the  $7.00  reconsigning  charge  under 
Rule  12  of  the  Uniform  Diversion  and  Reconsigning  Tariff  de-. 
pends  on  the  handling  of  the  car  at  original  billed  destination.  If 
the  broker  requested  the  carrier  to  reconsign  the  car  to  the  sec- 
ond destination,  the  $7.00  reconsigning  charge  would  be  applic- 
able, but  if  the  broker  or  his  agent  at  the  original  destination 
took  possession  of  the  car  and  furnished  the  carrier  with  a  new 
shipping  order  and  bill  of  lading  to  a  new  destination,  the  move- 
ment from  original  destination  to  the  second  destination  would 
be  considered  as  a  separate  and  distinct  shipment  from  the  in- 
bound movement  to  original  destination  and  no  reconsigning 
charge  should  be  assessed. 

The  Interstate  Commerce  Commission  in  Wood  Butter  Co.  vs. 
C.  C.  C.  &  St.  L  Ry.  Co.,  16  I.  C.  C.  374,  375  said,  "It  is  well  set- 
tled that  a  shipper  has  the  right  to  consign  a  shipment  to  a  given 
point,  pay  charges  upon  it,  assume  custody  and  take  possession 
of  the  property,  and  later  reship  it  to  another  point  under  rates 
lawfully  applicable  to  such  shipment."  In  the  Reconsignment 
Case,  47  I.  C.  C.  590,  on  page  633  the  Commission  quotes  from 
this  decision  in  Kehoe  &  Co.,  vs.  I.  C.  R.  R.  Co.,  14  I.  C.  C.  541 
as  follows:  "Wherever  the  through  rate  is  equal  to  the  sum  of 
the  locals  a  dealer  situated  at  the  point  where  the  locals  com- 
bine, as,  in  this  case,  at  Cairo,  may  avail  himself  of  such  ad- 
vantages as  may  result  from  making  two  shipments  instead  of 
one,  but  to  obtain  such  advantages  he  must  bear  the  increased 
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•  use  incident  lo  two  shipments,  and  then-  must,  In  fact,  be 
i wo  shipments  without  any  carrier  or  agent  of  the  carrier  acting 
for  the  shipper." 

Demurrage  on  Cars  Under  Constructive  Placement 
New  Jersey. — Question:     In  the  Traffic  World  issue  of  Jan. 
Mi- 1.  page  117.  we  find  recommendation  of  dismissal  of  No. 
ilif.s  which  question  of  legal  demurrage  charges  is  very  similar 
in  inn-  situation.    We  agree  with  the  railroad  company  that  cars 
placed  alongside  our  factory  are  constructively  placed.     Other- 
wise cur  proposition  is  parallel  with  the  case  above  mentioned, 

•  iii    that   we   disagree  on  just  what  constitutes   "Alongside 
tory." 

Our  factory  faces  the  railroad  tracks  for  a  distance  of  about 
Mth  O6)  of  a  mile  and  cars  placed  on  these  tracks  are 
accepted  by  us  as  constructively  placed.  Above  our  factory  for 
about  i  lie  same  distance,  namely  %  mile,  are  other  railroad  hold 
tracks  and  any  cars  placed  there  are  also  considered  by  the  rail- 
ixiad  company  as  constructively  placed.  It  is  on  this  point  that 
we  ih-.im-ee,  contending  that  any  cars  not  placed  on  tracks  along- 
side our  factory  are  not  delivered.  The  railroad  company  con- 
lends  that  it  is  just  as  easy  for  them  to  move  cars  into  factory 
Horn  above  factory  as  it  is  from  alongside  factory  inasmuch  as 
they  notify  us  by  telephone  and  also  in  writing  and  furnish 
toning  engine  and  crew  and  further  that  the  tracks  above  our 
nry  are  in  the  same  switching  district.  To  make  it  clearer 
to  you,  we  attach  a  rough  sketch  showing  location  of  tracks  and 
factory.  "A"  to  "B"  mark  factory  limits  and  "B"  to  "C"  mark 
disputed  trackage. 

Answer:  Constructive  placement  of  cars  insofar  as  de- 
murrage is  concerned  is  covered  by  Rule  3  and  5  of  the  National 

Demurrage  Rules  and  Charges,  Agent  J.  E.  Fairbanks  De- 
murrage Tariff  No.  4-A,  I.  C.  C.  No.  8.  Section  D  of  Rule  3 
reads  as  follows: 

On  cars  to  be  delivered  on  other-than-public-delivery  tracks,  time 
will  be  computed  from  the  first  7:00  a.  m.  after  actual  or  constructive 

ement  on  such  tracks.  Time  computed  from  actual  placement  on 
cars  placed  at  exactly  7:00  a.  m.  will  begin  at  the  same  7:00  a.  m.: 
actual  placement  to  be  determined  by  the  precise  time  the  engine  cuts 
loose.  (See  Rule  4,  Section  C,  and  Rules  5  and  6.) 

Note  1. — "Actual  Placement"  is  made  when  a  car  is  placed  in  an 

sihl<>  position  for  unloading  or  unloading  or  at  a  point  previously 

miated   by   the   consignor   or   consignee.     If   such   placing   is   pre- 

vpnted  from  any  cause  attributable  to  consignor  or  consignee  and  car 

is   II|;H  .(1   on   the   private   or   other-than-public-delivery   track  serving 

tlif  consignor  or  consignee,  it  shall  be  considered  constructively  placed, 

without  notice. 

Note  2. — Any  railroad  track  or  portion  thereof  assigned  for  indi- 
vidual use  will  he  treated  as  other-than-public-delivery  track." 

Section  A  of  Rule  5  reads  as  follows: 

When  delivery  of  a  car  consigned  or  ordered  to  an  industrial 
interchange  track  or  to  other-than-a-public-delivery  track  cannot  be 
made  on  account  of  the  inability  of  the  consignee  to  receive  it,  or 
because  of  any  other  condition  attributable  to  the  consignee,  such  car 
will  be  held  at  destination  or,  if  it  cannot  be  reasonably  accom- 
modated there,  at  the  nearest  available  hold  point,  and  written  notice 
that  the  car  is  held  and  that  this  railroad  is  unable  to  deliver  will  be 
sent  or  given  to  the  consignee.  This  will  be  considered  constructive 

'•ment.     (See  Rule  3,  Sections  D  and  E.) 

We  assume  that  the  carrier's  tracks  immediately  adjacent  to 
your  factory  have  been  assigned  to  you  for  individual  use  and 
any  cars  placed  by  the  carrier  on  these  tracks  would  therefore 
be  considered  constructively  placed  without  notice.  In  regard  to 
cars  placed  on  the  carrier's  tracks  above  your  factory,  such  cars 
could  not  be  considered  constructively  placed  without  notice  un- 
less these  tracks  have  been  assigned  to  you  for  individual  use. 
Judging  from  your  communication,  we  would  understand  that 
these  tracks  have  not  been  assigned  to  you  and  if  such  is  the 
ase,  the  carrier  can  not  lawfully  consider  cars  placed  on  these 
tracks  as  constructively  placed  unless  it  complies  with  the  pro- 
visions of  Section  A  of  Rule  5. 

Application  of  Intrastate   Rate  on    Interstate  Traffic 

Texas. — Question:  In  making  a  rate  on  a  commodity  1'rom 
a  point  in  one  state  to  a  point  in  another  state,  from  A  to  B, 
there  is  no  through  rate  from  A  to  B  but  there  is  a  through  rate 
from  another  point  close  to  A  in  the  same  state  to  B,  say  from 
C  to  B.  There  is  a  commodity  rate  from  A  to  C,  which  added  to 
the  rate  from  C  to  B,  would  make  a  satisfactory  through  rate, 
but  the  rate  from  A  to  C  has  this  notation  in  the  tariff:  "Appli- 
cable only  on  Intrastate  Traffic."  There  is  no  other  rate  from  A 
to  C  except  a  prohibitory  class  rate.  Does  this  notation  "Ap- 
plicable only  on  Intrastate  Traffic,"  prohibit  the  use  of  the  com- 
modity local  in  making  the  through  rate? 

Would  the  Interstate  Commerce  Commission  give  reparation 
on  a  claim  for  protection  of  such  combination,  or  would  they  re- 
fuse reparation,  on  the  grounds  that  the  shipper  should  not  have 
'•-  made  the  shipment  because  of  the  notation  in  the  tariff? 

Answer:  A  rate  contained  in  a  tariff  bearing  notation  "Ap- 
plicable only  on  Intrastate  Traffic"  can  not  be  used  in  arriving 
at  through  charges  on  an  interstate  shipment,  such  charges  must 
be  arrived  at  by  using  rates  carried  in  tariffs  published  and  law- 
fully on  file  with  the  Interstate  Commerce  Commission  applying 
on  interstate  traffic.  In  the  absence  of  a  joint  through  rate  or  a 
combination  of  intermediate  rates  which  would  make  lower  than 
the  combination  over  "C"  using  the  class  rate  applicable  on  in- 


terstate traffic  from  "A"  to  "C"  plus  the  rate  from  "C"  to  "B," 
auch  lower  combination  would  have  to  be  used. 

In  order  to  have  the  Interstate  Commerce  Commission  de- 
clare the  rate  from  "A"  to  "B"  unreasonable  and  award  repara- 
tion it  would  be  necessary  to  submit  evidence  other  than  the 
mere  fact  that  a  lower  Intrastate  rate  applied  from  "A"  to  "C" 
than  the  Interstate  class  rate  applying  between  these  points.  In 
the  case  of  Hope  Cotton  Oil  Co.  vs.  T.  &  P.  Ry.  Co.,  12  I.  C.  C. 
265,  269,  the  Commission  said:  "While  a  rate  fixed  by  a  state 
statute  or  a  state  commission  Is  naturaly  and  properly  entitled 
to  respectful  consideration,  it  has  no  greater  sanctity,  as  applied 
to  interstate  traffic,  than  a  rate  established  by  a  railroad  com- 
pany, and  we  should  not  hesitate,  upon  proper  evidence  that  a 
rate  so  established  would  be  unjust  either  to  a  carrier  or  to  a 
shipper,  to  refuse  to  accept  it  as  a  basis  for  fixing  an  interstate 
rate." 

Comparison  should  be  made  with  other  interstate  rates  cov- 
ering traffic  moving  under  substantially  similarly  circumstances, 
the  rate  from  "C"  to  "B"  would  probably  be  a  good  one  to  use  for 
comparative  purposes. 

Allowances  to  Tap  Lines 

North  Carolina. — Question:  There  is  being  contemplated 
the  construction  by  private  parties  of  a  ten  mile  railroad  which 
will  tap  the  Southern  Ry.  at  a  station  on  its  Murphy  Branch  in 
Western  North  Carolina.  Although  this  line  is  to  be  built  pri- 
marily for  the  purpose  of  hauling  out  timber  and  logs,  other 
commodities  will  be  handled  for  other  shippers  located  on  the 
railroad.  Possibly  an  interchange  arrangement  will  be  made  with 
the  Southern  Ry.  for  traffic  to  be  forwarded  over  Its  line  which 
originates  on  the  private  line.  We  are  under  the  impression  that 
we  have  heard  somewhere  that  it  is  a  practice  in  cases  of  this 
kind  that  the  private  line  is  refunded  by  the  railroad  with  which 
it  connects  a  per  centage  of  its  rate  to  destination.  This  in  addi- 
tion to  the  private  line's  local  charges  to  the  interchange  point. 

Will  you  please  advise  if  you  know  if  this  is  the  case,,  and 
what  the  percentage  of  refund  is.  If  this  is  not  a  customary 
practice  please  advise  on  what  basis,  if  any,  allowances  are 
made  to  short  private  lines  by  the  railroads  with  which  they  con- 
nect. 

Answer:  In  what  is  known  as  the  Tap  Line  Case,  31  I.  C.  C. 
490,  the  Interstate  Commerce  Commission  fixed  certain  divisions 
to  be  allowed  by  the  trunk  lines  to  their  tap  line  connections  in 
the  division  of  rates  on  lumber  and  forest  products,  the  tap  line 
to  be  allowed  the  arbitrary  when  rates  from  points  on  a  tap  line 
are  made  by  the  addition  of  an  arbitrary. 

In  your  communication  you  refer  to  the  proposed  line  as  a 
private  line.  However,  inasmuch  as  it  is  contemplated  that  traf- 
fic will  be  handled  for  other  shippers  than  the  owners  of  the 
timber  and  logs,  this  fact  will  constitute  the  line  a  common  car- 
rier, it  appears,  under  the  decision  of  the  Commission  in  the  case 
of  Richard  Griffith  et  al.  vs.  Cortez  H.  Jennings  et  al.,  60  I.  C.  C. 
232. 

Reconsignment — Shipment    Forwarded    by   Carrier   but    Diverted 
to  Express  Company  Enroute 

Indiana. — Question:  We  had  an  L.  C.  L.  shipment  moving 
from  A,  Michigan  to  B,  Indiana,  via.  the  Michigan  Central  care 
Monon  at  Michigan  City.  On  account  of  urgent  needs  we  in- 
structed the  Monon  agent  at  B,  Indiana  to  have  the  shipment 
forwarded  by  express  from  Michigan  City  which  was  done. 
Would  you  consider  this  a  reconsignment  and  should  the  rate 
from  A  to  B  be  charged  or  just  from  A.  to  Michigan  City.  If 
we  had  instructed  the  Michigan  Central  agent  at  Michigan  City 
to  do  the  same,  thus  relieving  the  Monon  of  any  handling,  what 
would  be  the  answer. 

Answer:  While  the  diversion  of  the  shipment  in  question 
from  the  railroad  to  the  express  company  at  Michigan  City  is,  in 
form,  a  reconsignment,  the  railroad  rate  from  A  to  B  can  not  be 
applied  on  the  shipment,  inasmuch  as  the  transportation  from 
Michigan  City  to  B  was  by  express  and  not  by  railroad.  There- 
fore the  charges  to  apply  on  the  shipment  will  be  the  railroad 
rate  from  A  to  Michigan  City  plus  the  express  rate  from  Michi- 
gan City  to  B.  There  would  be  no  difference  had  instructions 
been  given  to  the  Michigan  Central  agent  at  Michigan  City  In- 
stead of  to  the  agent  of  the  Monon  at  B. 

Damage — Time  Within  Which  to  File  Suit  for 

Michigan. — Question:  During  the  latter  part  of  1917,  we 
filed  a  number  of  claims  for  partial  loss  of  material  from  ship- 
ments consigned  to  us,  all  of  these  claims  being  filed  within  the 
legal  time  limit  required  by  the  carrier.  According  to  evidence 
submitted  by  us  the  cars  containing  this  material  were  appar- 
ently being  pilfered  enroute  from  Buffalo,  N.  Y.  to  Detroit.  Inas- 
much as  the  cars  were  handled  by  several  railroads  in  the  course 
of  switch  movements  and  actual  haul  between  Buffalo  and  De- 
troit, there  was  considerable  controversy  regarding  the  liability 
of  the  various  roads.  Delivery  of  part  of  this  material  was  taken 
by  us  on  public  team  track  and  In  these  instances  the  carriers 
took  the  stand  that  in  all  probability  the  material  was  removed 
from  the  cars  after  they  were  placed  for  unloading.  At  any  rate 
the  carrier's  investigation  covered  period  from  the  time  our 
claims  were  filed  until  as  recently  as  May,  1920.  We  have  been 
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unable  lo  obtain  settlement  from  the  carriers  on  any  of  these 
claims.  Inasmuch  as  the  claims  have  been  under  investigatior 
for  more  than  three  years,  we  would  like  to  have  you  advise  us 
the  legal  status  of  same.  That  is  whether  the  carriers,  if  they 
feel  80  disposed,  have  the  right  to  decline  our  claims  at  the 
present  time  owing  to  the  fact  that  we  did  not  file  suit  against 
the  carriers  within  the  time  limit  of  two  years  and  one  day. 

Answer:  In  the  latter  part  of  1918  a  number  of  the  carriers 
took  the  position  that  the  two  year  and  one  day  limitation  for 
Instituting  suits  as  provided  for  in  the  carrier's  bill  of  lading  was  a 
valid  defense  and  that  they  could  not  lawfully  waive  that  defense 
and  pay  claims  as  to  which  no  suit  had  been  brought  within  that 
period,  even  though  the  claims  were  meritorious  and  even  though 
the  delay  in  disposing  of  the  claims  was  due  to  the  fault  of  the 
carrier.  However,  in  the  Decker  Case,  55  I.  C.  C.  453,  the  Inter- 
state Commerce  Commission  held  that  the  former  provision  of 
the  carrier's  bill  of  lading  with  respect  to  the  filing  of  claims  or 
the  institution  of  suits  on  account  of  loss,  damage  or  delay  did 
not  prohibit  the  payment  of  meritorious  claims  if  seasonably 
filed  with  the  carrier  after  the  two  year  and  one  day  period 
prescribed  in  the  bill  of  lading  as  the  maximum  period  for  in- 
stituting suit  had  elapsed.  Under  this  decision  of  the  Commis- 
sion you  should  be  able  to  secure  settlement  of  your  claims. 

SHIPPING  BOARD  APPOINTMENTS 

The  Tragic  World   Washington  Bureau 

Immediate  appointment  of  the  new  Shipping  Board  may  be 
expected  after  March  4,  Harry  Daugherty,  political  adviser  of 
President  Harding  and  Attorney-General,  announced  this  week. 
He  said  Mr.  Harding  regarded  early  action  in  regard  to  the 
Shipping  Board  imperative  because  of  the  fact  that,  without 
question,  five  of  the  present  members  would  have  no  status  as 
uoard  members  after  President  Wilson  retired,  March  4,  as 
they  have  been  serving  as  recess  appointees.  Admiral  Benson 
and  Commissioner  Donald,  who  were  members  of  the  old  board, 
might  hold  over  after  March  4  until  the  new  board  qualifies, 
but  according  to  Mr.  Daugherty  there  will  be  no  delay  in  ap- 
pointing the  new  board. 

Meyer  Lissner,  an  attorney  of  California,  has  the  indorse- 
ment of  Senator  Johnson  and  Senator-elect  Shortridge  of  that 
state.  Charles  R.  Forbes,  an  attorney  of  Spokane,  Wash.,  is 
also  being  urged  for  appointment  by  Mr.  Harding.  He  is  under- 
stood to  be  a  personal  friend  of  the  latter.  R.  A.  C.  Smith, 
former  dock  commissioner  of  New  York  City,  has  been  urged 
as  chairman  of  the  board  by  H.  H.  Raymond,  president  of  the 
American  Steamship  Owners'  Association,  it  is  understood.  Mr. 
Raymond  and  W.  A.  Harriman  of  the  United  American  Lines 
conferred  with  Mr.  Harding  at  St.  Augustine  last  week. 

"The  question  has  been  discussed,  and  the  only  position  I 
take  is  that  the  two  members  confirmed  by  the  Senate  should 
remain  to  safeguard  the  interests  of  the  government  and  of  the 
Shipping  Board  without,  however,  performing  any  active  func- 
tions of  the  board,'  'said  Admiral  Benson,  chairman  of  the  Ship- 
ping Board,  in  response  to  a  question  as  to  whether  he  would 
continue  in  office  after  March  4  in  the  event  that  President 
Harding  did  not  appoint  a  Shipping  Board  immediately  on  taking 
office  as  President. 

"The  chairman  happens  to  be  a  commissioned  officer  of  the 
government  and  he  will  continue  to  safeguard  the  interests  of 
the  government  until  properly  relieved,"  said  he  . 

Chairman  Benson  referred  to  Commissioner  Donald  and  him- 
If  as  the  two  members  who  have  been  confirmed  by  the  Senate. 
They  were  confirmed  as  members  of  the  board  which  preceded 
the  present  board.  Commissioner  Donald's  term  of  office,  how- 
ever, under  the  Senate  confirmation,  expired  December  31,  1920 
t  is  regarded  as  doubtful  as  to  whether  he  is  in  the  same 
position  as  is  Admiral  Benson,  whose  old  term  of  office  has  not 
expired.  Mr.  Benson  takes  the  position,  however,  that  as  a 
commissioned  officer  in  the  Navy,  he  would  hold  over  from  that 
point  of  view  alone,  should  it  be  held  that  he  had  no  standing  as 
a  member  of  the  old  board. 

It  was  not  regarded  as  likely  that  any  important  decisions 

mid  be  made  by  the  present  board  before  March  4.    The  chair- 

,  referring  to  the  agreements  between  the  International  Mer- 

tile  Marine  and  the  British  government,  on  which  a  hearing 

i  held  recetly,  said  the  matter  had  been  discussed  several 

by  the  board,  but  that  he  could  not  say  that  a  decision 

would  be  made  before  March  4. 

Admiral  Benson  said  the  board  probably  would  announce  a 

earing  on  rules  and  regulations  to  be  adopted  with  regard  to 

enforcement  of  section  23  of  the  merchant  marine  act    This 

the  section  which  provides  for  exemption  of  the  payment  of  ex- 

s  profits  taxes  on  shipowners  who  agree  to  build  new  ships 

apply  thereon  the  money  that  would  be  paid  in  taxes. 

The  War  Department  has  made  a  final  settlement  with  the 

Ping  Board  of  amounts  due  for  the  use  of  the  board's  vessels 

the  war  by  the  payment  of  $54,500,000,  the  chairman  said 

was  ap- 


TEAL  REPORTS  ON  BOARD 

The  Traffic   H'orld   il'asliington  Bureau 

In  a  report  on  the  operations  of  the  Shipping  Board  and  its  [ 
subsidiary,  the  Emergency  Fleet  Corporation,  from  September  7, 
1916,  to  January  1,  1921,  Commissioner  Joseph  N.  Teal  is  believed 
to  have  given  the  most  complete  view  that  has  ever  been  af- 
forded as  to  what  Congress,  by  reason  of  its  almost  continuous 
investigation  of  that  body,  seems  to  think  is  an  unsatisfactory 
part  of  the  public  service.-  Mr.  Teal,  as  well  as  being  a  com- 
merce attorney,  is  an  expert  accountant.  The  report,  therefore, 
is  a  one-man  affair,  written  by  a  lawyer  who  is  so  familiar  with 
accounting  that  he  needed  nothing  more  than  clerical  help  in  its 
preparation. 

According  to  Mr.  Teal,  the  activities  of  the  Board  naturally 
fall  into  three  periods.  The  first  period  is  from  the  date  of  the 
creation  of  the  Board  on  September  7,  1916,  to  the  signing  of 
the  armistice,  November  11,  1918.  The  second  from  the  signing 
of  the  armistice  to  June  5,  1920,  the  date  of  the  so-called  Jones 
law,  and  the  third  since  June  5  last. 

While  the  report  was  not  written  for  that  purpose,  the  board 
adopted  it  and  sent  it  to  the  capitol  as  its  answer  to  the  reso- 
lution of  inquiry  offered  by  Senator  Edge  of  New  Jersey  and 
adopted  by  the  Senate  December  27  last.  That  resolution  called 
for  a  report  on  the  profits,  number  of  ships,  capital  invested,  sys- 
tem of  accounting,  contracts  of  operation,  number  of  employes, 
and  so  forth. 

In  the  front  of  his  report  Mr.  Teal  said  that  nearly  every- 
thing that  is  being  said  or  written  about  the  board  or  its  opera- 
tions refers  to  the  past,  but  that  his  purpose  was  to  deal  with 
the  present  and  the  future,  because  the  object  of  the  Jones  ship- 
ping law  was  to  cause  the  construction,  operation  and  main- 
tenance of  an  American  merchant  marine. 

In  regard  to  the  first  period,  which  includes  the  whole  of 
the  war,  Commissioner  Teal  used  emphatic  language  about  the 
futility  of  trying  to  measure  the  value  of  a  ship  during  the  war 
by  means  of  the  selling  or  any  other  value  now.  On  that  point 
he  said: 

The  first  period,  being  primarily  devoted  to  preparation  for  \var  • 
and  war  operations,  and  every  effort  being  directed  to  that  end.  it 
would  be  misleading  and  futile  to  apply  the  costs  of  that  period  to 
peace  conditions — or  to  measure  what  was  then  done  by  a  yard-stick 
applicable  to  normal  time  and  normal  conditions.  Cost  in  time  of 
war  is  not  controlling.  The  turning  out  of  an  instrumentality  for  use 
is.  Value,  as  the  word  is  ordinarily  used,  was  non-existent.  One 
might  as  well  attempt  to  value  a  glass  of  water  to  one  dying  of 
thirst,  or  a  loaf  of  bread  to  one  starving,  as  to  attempt  to  place  a  value 
on  a  usable  vessel  during  the  war.  They  have  indeed  short  memories 
who  do  not  recall  the  cry  for  ships,  ships  and  more  ships  and  the 
statement  made  over  and  over  again,  that  if  a  ship  carrying  arms  and 
ammunition  or  other  necessities  made  but  one  trip  overseas  she  paid 
for  herself.  The  attempt  to  measure  the  selling  or  any  other  value 
now,  by  cost  or  value  then,  is  a  waste  of  time.  The  purpose  the 
vessel  served  then  is  different  from  the  purpose  it  serves  now.  Its 
use  then  was  different  from  what  it  is  now. 

Respecting  the  second  period,  Mr.  Teal  said: 

The  second  period  was  largely  a  speculative  era.  Temporarily 
there  was  a  scarcity  of  ships.  In  addition  to  other  demands  for  sp 
enormous  amounts  of  food  products  and  fuel  required  prompt  han- 
dling. In  consequence,  charters  and  rates  soared  to  unbelievable 
heights,  and  the  speculative  possibilities  seized  many  who  did  not 
know  an  ocean  liner  from  a  prairie  schooner,  and  they  plunged,  t" 
the  harm,  as  it  later  developed,  not  only  of  themselves  but  of  the 
legitimate  operator.  During  this  period  the  price  of  ships  was  high. 
Based  on  the  current  earnings  at  that  time,  if  legitimate  and  sus- 
tained, the  prices  asked  may  have  been  justified,  but  with  the  decline 
of  rates,  the  price  of  ships  inevitably  declined.  Immutable  economic 
laws  control  the  price  of  a  ship  as  certainly  as  they  do  the  price  of  a 
bushel  of  corn. 

As  an  introduction  to  his  climax  respecting  the  third  period. 
Mr.  Teal  produced  a  balance  sheet,  a  tabulation  showing  the  num- 
ber of  ships  now  tied  up,  and  other  data  of  that  kind  to  enable 
the  American  who  is  interested  to  reach  a  conclusion  of  his  own. 
He  showed  that  on  February  23,  467  of  the  board's  steel  cargo 
vessels,  with  a  DWT  tonnage  of  3,000,000,  of  33  per  cent  of  the 
entire  fleet  was  tied  up.  On  February  1  the  percentage  of  steel 
ships  tied  up  was  only  17.87,  but  on  that  day  103  ships  were  in 
process  of  tying  up.  Teal  refused,  however,  to  take  advantage 
of  the  fact  that  the  tie-up  had  not  been  actually  accomplished 
on  that  day.  Instead,  he  gave  the  latest  possible  figures  show- 
ing a  worse  condition.  He  went  so  far  as  to  show  that,  in  addi- 
tion to  the  ships  tied  up,  122  steel  cargo  vessels  were  tempor- 
arily unemployed,  hut  they  had  not  been  condemned  to  tying  up. 

In  addition,  265  ships  other  than  steel  were  tied  up,  the  num- 
ber including  two  concrete  vessels. 

Mr.  Teal  estimated  the  cost  of  maintaining  the  tied-up  ships 
at  $12,422,806  per  annum,  not  including  $9.195,000  for  repairs,  or 
any  allowance  for  depreciation,  insurance  or  interest.  That  is 
to  say,  his  estimate  was  for  the  out-of-pocket  cost  of  wages,  fuel 
and  subsistence.  As  a  climax  for  his  review  of  the  present 
period,  Mr.  .Teal  said: 

The  writer  of  this  paper  is  now  and  has  been  :i  (Inn  believer  in 
and  advocate  of  an  American  merchant  marine.  He  believ.  s  as  part 
ol  any  plan  for  prepared  ness  for  war  as  well  us  for  peace,  ;i  m.Tehant 
marine  plays  a  vital  part.  This  being  true,  its  maintenance  mid  rslali- 
s  as  much  a  part  of  our  national  duty  as  the  niaintrn:iii<'' 
of  a  navy  Indeed,  it  is  an  integral  part  of  the  navy. 

1  figures  given  tend  to  show  what  the  result  of  operations  hns 
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KcOllOlllicH    run    In-    effected,    clllclciiry    C«H 

MII    .iti,  r  inuklnK  all  allowance   therefor,   the  country  In 

land   with    HIV  fact  that  to  establish  niid  maintain  an  adequate 

haul    marine  us   directed   In   the   net.    It   for   tin-   present  ana   for 

.    time  In  the  future,  must  pay  directly  or  Indirectly  a  large  sum 

Th'    vital  questions,  therefore,  are:    1.  Doex  the  country  desire  an 
mat.'    inert-hunt    miirlne?      2.  Will    it    pay    the    necessary    cost    to 

re  ii'.'     :i.   IN  tin-  present   law    adequate  for  Hit-  purpose?     4.  If  not. 
arc   rciiuircilV 

Commissioner  Teal,  in  his  comments  on  the  balance  sheet 
prt-piir.'d  by  him,  said  that  the  reserves  set  down  did  not  repre- 
riiher  actual  assets  or  liabilities,  but  were  more  accumu- 
lations of  charges  made  as  necessary  bookkeeping  entries. 

10  book  values,  he  was  what  some  of  his  colleagues  and  fel- 
low partisans  may  have  considered  ruthless.  The  book  value 
of  all  (he  property  of  the  board,  other  than  ships,  is  set  down 
as  $773,087,104. 

"The  estimated  recoverable  value  of  the  assets  referred  to 
much  less  than  their  book  values  and  will  not  exceed  in  all 
$326,000,000,"  is  the  way  Teal  referred  to  the  item  which  the 
layman  probably  would  expect  to  show  what,  could  be  obtained 
were  the  board  to  dispose  of  its  assets,  other  than  ships.  He 
said  that  while  there  is  room  for  difference  of  opinion  as  to  the 
value  of  a  piece  of  property,  the  fact  is  that  the  charging  down 
has  probably  not  been  sufficient  to  show  realizable  assets. 

The  commissioner  made  no  effort  to  appraise  the  value  of 

ships.  The  limitations  of  law,  the  financial  and  business 
conditions  and  the  wide  variations  of  opinion  among  those  con- 
versant with  the  subject  preclude  the  possibility  of  making  any 
estimate  that  would  be  generally  accepted.  He  said,  further- 
more, that  it  would  be  obviously  unfair  to  use  as  a  basis  for 
the  ascertainment  of  the  value  of  the  ships,  the  prices  obtain- 
ing in  the  midst  of  a  world-wide  depression. 

But  in  considering  the  loss  occasioned  by  the  great  shrink- 
age in  values  the  commissioner  suggested  that  there  was  an 
>>t  of  which  few  think,  namely,  the  cost  to  American  pro- 
ducers, in  the  way  of  freight  rates,  had  not  the  board  had  a  fleet 
to  keep  rates,  after  the  armistice  was  signed,  at  a  comparatively 
reasonable  level. 

"One  does  not  need  a  vivid  imagination,"  said  Mr.  Teal,  "to 
realize  what  the  rates  on  movement  overseas  would  have  been, 
had  it  not  been  for  the  United  States  Shipping  Board  Fleet  with 
its  10,000,000  tpns.  Without  this  fleet,  the  tonnage  of  the  world 
would  have  been  substantially  in  the  hands  of  Great  Britain,  the 
Scandinavian  countries,  Holland,  France  and  Japan.  Other  coun- 
tries have  fleets  of  but  trifling  proportion.  Undoubtedly,  with 
Great  Britain's  control  over  a  large  majority  of  the  tonnage,  a 
conference  would  have  been  created  that  could  have  named  such 
rates  as  it  chose.  In  1920,  the  export  and  import  traffic  of  the 
United  States  was  in  round  numbers  100,000,000  long  tons.  With- 
out the  transportation  opportunities  furnished  by  the  fleet  of  the 
United  States  Shipping  Board  during  1920,  the  rates  might  have 
been  staggering.  Argument  is  sometimes  advanced  that  the  pro- 
ducers in  the  United  States  are  not  affected  by  the  freight  rate. 
Theoretically,  there  may  be  something  in  this.  A  more  practical 
test  is  to  ask  the  grower  of  grain,  the  flour  miller,  the  feeder 
of  live  stock,  the  cotton  farmer  and  the  lumberman  whether  or 
not  an  increase  in  rates  affects  them  in  their  business.  There 
will  be  but  one  answer.  Therefore,  in  considering  the  loss,  the 
gain  should  not  be  lost  sight  of." 

As  figured  by  Mr.  Teal,  the  Shipping  Board's  present  fleet  is 
larger  than  is  needed  to  carry  American  tonnage,  unless  the 
latter  is  increased.  On  that  point  he  said  that  unless  our  over- 
seas trade  is  largely  increased  the  fleet  is  too  large  for  it  and 
the  tying  up  is  an  economic  result  of  the  law  of  supply  and  de- 
mand. On  that  point  he  said: 

During  the  year  1920,  20.000  American  vessels  of  106,000,000  dead- 
weight tons  entered  and  cleared  in  United  States  ports  in  connection 
with  the  foreign  water  borne  commerce  of  the  United  States.  Dur- 
ing that  year  this  fleet  transported  50.000.000  long  tons  of  cargo,  about 

er  cent  of  the  total  foreign  commerce  of  the  United  States.  This 
tonnage  is  greatly  in  excess  of  the  requirements  under  present  condi- 
tions, as  75  per  cent  of  the  tonnage  used  in  1920  can  transport  the 
amount  of  cargo  carried.  The  increasing  rapidity  of  the  turnaround 
correspondingly  increases  the  available  tonnage.  Under  normal  con- 
ditions the  average  turnaround  of  vessels  in  foreign  trade  should  be 

"'•r  annum.  This  would  make  the  annual  fleet  under  the  American 
flag,  necessary  to  carry  50.000.000  tons  of  cargo  80,000.000  D.  W.  T. 
(loading  to  60  per  cent  of  the  deadweight  employed).  In  other  words, 
it  would  require  the  maintenance  by  Americans  of  a  permanent  fleet 
of  15.000,000  deadweight  tons,  or  about  2,500  cargo  ships.  On  Jan- 
uary 1,  1921,  the  total  ocean  going  fleet  (steam  and  sail)  of  1,000 
gross  tons  and  over  under  the  American  flag,  was  approximately 
18.000,000  deadweight.  This  is  far  in  excess  of  the  existing  require- 
ments and  is  being  augmented  by  constant  additions  from  new  con- 
struction, which  will  add  to  the  present  total  by  the  end  of  1921  ap- 
proximately 1,000.000  deadweight  tons.  Unless  our  overseas  trade 
greatly  increases  in  volume  and  we  seek  new  markets  for  our  mer- 
chandise and  new  methods  of  conducing  our  credit  relations  with 
foreign  markets,  it  is  apparent  that  our  tonnage  is  in  excess  of  our 
requirements  and  under  these  conditions  the  laying  up  of  our  ships 
Is  an  economic  result  of  the  law  of  supply  and  demand. 

The  only  positive  recommendation  made  by  Mr.  Teal  is  that 
the  liquidation  of  that  part  of  the  business  of  the  board  which 
i  to  be  discontinued,  if  any,  should  be  put  into  the  hands  of 
some  other  body,  so  that  the  board  can  devote  its  energies  to 
the  future,  and  not  be  charged  with  duty  to  wind  up  the  affairs 
of  what  may  be  called  the  war-time  organization. 


PACIFIC  COAST  RATES 


The  Tragic  World  Waihingloit  Oiirtou 

In  a  letter  to  Chairman  Clark,  of  the  ConimlxHlon.  made  pub- 
lic February  28,  Admiral  Benson,  chairman  of  the  United  State* 
Shipping  Board,  requested  that  the  Commlsnion  institute  a  pro 
reeding  of  Inquiry  and  investigation  with  a  view  to  the  re-estab- 
lishment of  export  and  import  rates  to  and  from  eastern  terri- 
tory through  the  Pacific  coast  ports.  The  efforts  of  the  board 
to  get  the  eastern  trunk  lines  to  re-establish  the  rates  were  re- 
viewed in  the  letter  with  the  declaration,  in  effect,  that  the  car- 
riers affected  do  not  propose  to  re-establish  the  rates  "within  a 
reasonable  time."  The  letter  follows: 

"For  many  years  prior  to  the  war,  It  was  the  practice  of 
railways  to  maintain  export  and  Import  rail  rates  through  Pacific 
coast  ports  on  a  basis  lower  than  the  domestic  rates.  This  rate 
adjustment  permitted  the  movement  through  said  ports  of  traffic 
originating  in  or  destined  to  territory  both  east  and  west  of  the 
Mississippi  River. 

"The  exigencies  of  the  war  made  it  advisable  for  the  Direc- 
tor-General to  discontinue  this  practice  temporarily  and  he  ac- 
cordingly on  May  25,  1918,  issued  General  Order  No.  28,  effective 
June  25,  1918,  which  cancelled  all  export  and  import  rates  and 
provided  that  domestic  rates  should  apply  to  and  from  the  ports. 

"Early  in  the  year  1919,  requests  were  made  to  the  United 
States  Railroad  Administration  by  the  Gulf,  South  Atlantic  and 
Pacific  ports  for  restoration  of  the  former  relationship  so  that 
said  ports  be  placed  in  position  to  secure  a  reasonable  share  of 
the  import  and  export  traffic. 

"After  a  careful  analysis  the  said  Railroad  Administration 
made  effective  export  and  import  rates  lower  than  domestic  rates 
via  Pacific  coast  ports  to  and  from  territory  north  of  the  Ohio 
River  and  east  of  the  Mississippi  River. 

"Thereafter  the  said  Railroad  Administration  made  effective 
export  and  import  rates  to  and  from  the  same  eastern  territory 
via  South  Atlantic  and  gulf  ports,  using  the  same  basis  to  deter- 
mine the  through  rates  as  was  used  to  determine  the  through 
rates  via  the  Pacific  coast  ports. 

"When  the  application  for  a  percentage  increase  in  rates 
was  sought  by  all  of  the  railroads  in  the  United  States  in  Ex 
Parte  74,  it  was  recognized  that  if  the  increases  were  allowed 
as  applied  for  on  a  horizontal  percentage  basis,  it  would  throw 
out  of  line  said  import  and  export  rates  via  Pacific  coast  ports, 
and  attention  was  called  to  the  fact  that  this  would  result  at 
the  time  of  the  hearing  on  the  applications. 

"Thereupon  at  said  hearing  the  Interstate  Commerce  Com- 
mission requested  the  petitioners  to  furnish  for  the  record  and 
for  the  information  of  the  Commission  and  the  parties  concerned 
in  said  hearing,  certain  information.  Among  other  questions 
submitted  was  the  following: 

(11).  A  clear  statement  of  all  general  interterritorial  rate  adjust- 
ments and  definite  proposals  as  to  methods  of  increasing  each. 
(Record,  page  933.) 

"In  response  to  this  and  other  questions  propounded  by  the 
Commission,  the  carriers  through  their  counsel  filed  on  June  8, 
1920,  their  joint  and  several  answer,  which  was  designated 
Exhibit  1.  The  answer  to  the  inquiry  relating  to  export  and 
import  rates  via  Pacific  coast  ports  is  as  follows: 

Export  and  import  rates  via  Pacific  coast.  Rates  made  to  equalize 
the  rail  and  ocean  rates  via  the  north  Atlantic  ports  to  be  advanced 
the  same  amounts  in  cents  per  hundred  pounds  as  the  base  point  rate 
to  and  from  north  Atlantic  ports  is  advanced. 

"The  questions  propounded,  including  No.  11  as  above  set  out, 
were  presented  to  the  carriers  as  a  whole  and  not  to  any  one  car- 
rier or  any  one  group  of  carriers,  and  it  was  answered  and  filed 
in  the  record  on  the  behalf  of  all  carriers  without  reservation. 

"No  doubt  the  Interstate  Commerce  Commission  in  common 
with  shippers  and  carriers  relied  upon  the  answer  as  one  made 
by  all  the  carriers  without  reservation,  and  it  was  regarded  by 
all  interested  parties  as  a  definite  promise  on  the  part  of  the  car- 
riers to  expedite  the  readjustment  and  restoration  of  export  and 
import  rates  via  the  Pacific  coast  ports  on  the  basis  stated — 
a  relationship  and  basis  that  was  thoroughly  understood  by  all 
concerned. 

"Thereafter  the  interested  transcontinental  lines  prepared 
a  tariff  on  the  basis  as  stated.  The  eastern  lines,  to  wit,  lines 
In  the  territory  north  of  the  Ohio  and  east  of  the  Mississippi 
River,  refused  to  concur  in  the  adjustment  proposed  by  the  trans- 
continental lines,  giving  as  a  reason  that  they  could  not  afford 
to  make  the  reductions  that  would  result  from  the  establishment 
of  rates  on  the  basis  stated.  This  condition  of  affairs  having 
come  to  the  attention  of  the  United  States  Shipping  Board — 
which  Board  is  directly  concerned  in  the  subject  matter— and 
having  in  mind  the  fact  that  several  months  had  elapsed  since 
the  order  in  Ex  Parte  74  was  made  and  entered,  it  requested 
the  executives  of  certain  of  the  eastern  roads,  as  above  described, 
to  attend  a  conference  or  send  representatives  to  confer  on  the 
subject  of  export  and  import  rates  at  a  meeting  to  be  held  in 
the  office  of  the  United  States  Shipping  Board  In  the  City  of 
Washington  on  February  4,  1921.  The  invitation  was  accepted 
and  the  conference  in  accordance  therewith  was  duly  held  on 
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said  date,  on  which  occasion  representatives  were  present  on  be- 
half of  the  following  described  roads:  Pennsylvania  Railroad 
Company  New  York  Central  Lines,  Baltimore  and  Ohio  Railroad 
Company'  Erie  Railroad  Company,  New  York,  New  Haven  and 
Hartford  Railroad  Company.  There  were  also  present  Commis- 
sioner McChord  of  the  Interstate  Commerce  Commission,  Direc- 
tor of  Traffic  Hardie,  and  members  of  the  Shipping  Board. 

"At  said  meeting  it  developed  that  after  the  order  had  been 
issued  in  Ex  Parte  74,  there  had  been  a  number  of  conferences 
between  the  representatives  of  transcontinental  lines  and  said 
eastern  lines,  and  that  the  proposition  of  the  transcontinental 
lines  in  respect  to  the  establishment  of  export  and  import  rates 
via  Pacific  coast  ports  was  rejected  by  the  eastern  lines  as  they 
did  not  consider  the  proposition  fair  to  them.  Without  further 
detail  the  result  of  the  conference  was  an  agreement  on  the 
part  of  the  Chairman  of  the  Shipping  Board  to  call  a  joint  meet- 
ing of  the  representatives  of  the  transcontinental  and  eastern 
lines  to  be  thereafter  held  in  the  city  of  New  York  at  an  early 
date  Thereupon  the  Chairman  of  the  Shipping  Board  sent  a 
telegram  to  Mr.  George  H.  Ingalls,  vice-president,  New  York 
Central  Lines,  New  York  City,  of  which  the  following  is  a  copy: 

After  conference  with  representatives  of  eastern  lines  today  it  was 
concluded  that  a  joint  meeting  between  representatives  of  trunk  lines 
and  transcontinental  lines  should  be  held  as  soon  as  possible  to 
endeavor  to  reach  adjustment  of  the  export  and  import  rates  through 
Pacific  coast  ports.  Would  it  be  convenient  for  your  committee  if 
arrangements  could  be  made  with  representatives  of  transcontinental 
lines  to  meet  in  New  York  10th  or  llth  of  February?  If  not,  what 
dates  and  place  would  be  convenient?  Benson,  Chairman. 

"Thereafter  and  on  the  llth  day  of  February,  1921,  the  joint 
conference  was  held  as  suggested. 

"Following  this  conference,  telegrams  with  respect  to  the 
same  were  exchanged  between  Mr.  Ingalls  and  the  chairman  of 
the  board.  The  more  important  telegrams  follow: 

New  York,  February  12th. 

W.  S.  Benson,  Chairman,  U.  S.  Shipping  Board,  Washington,  D.  C. : 
In  accordance  with  your  wire  conference  was  held  between  executives 
of  the  trunk  lines  and  transcontinental  lines  on  Friday,  llth,  and  steps 
were  taken  to  endeavor  to  reach  some  understanding,  results  of 
which  if  accomplished  will  be  given  to  you  at  a  later  date. 

G.  H.  Ingalls. 

Washington,  February  17th. 

G.  H.  Ingalls,  Vice-President,  New  York  Central  Lines,  New  York 
City:  Your  wire  12th  advising  conference  has  been  held.  Shipping 
Board  greatly  interested  and  would  view  failure  to  agree  on  fair  basis 
arf  placing  serious  handicap  on  development  American  Merchant 
Marine.  Particularly  call  your  attention  to  answer  submitted  Inter- 
state Commerce  Commission  Ex  Parte  74  by  Attorney  Wood  for  all 
carriers  in  response  to  Commission's  direct  question  as  to  how  export 
and  import  rates  via  Pacific  coast  were  to  be  adjusted.  "Rates  made 
to  equalize  the  rail  and  ocean  rates  via  the  north  Atlantic  ports  to  be 
advanced  the  same  amount  in  cents  per  100  pounds  as  the  base  point 
rate  to  and  from  north  Atlantic  coast  ports  is  advanced."  All  parties 
concerned  expecting  rail  carriers  promptly  carry  out  this  adjustment. 
In  view  of  long  time  this  matter  has  been  under  consideration  Board 
feels  it  should  have  your  answer  not  later  than  Saturday,  February 
19th.  Benson,  Chairman. 

New  York.  February  18th. 

W.  S.  Benson,  Chairman,  U.  S.  Shipping  Board,  Washington,  D.  C. : 
Yours  17th.  Would  respectfully  advise  there  are  other  considerations 
not  outlined  in  statement  before  Commission  in  Ex  Parte  74  that 
eastern  lines  consider  part  of  any  concurrence  on  their  side  in  state- 
ment made  by  Mr.  Wood.  I  beg  to  assure  you  that  this  question 
involves  large  revenues  and  is  being  dealt  with  by  the  lines  in  eastern 
territory  with  as  much  dispatch  as  is  commensurate  with  importance 
of  subject.  G.  H.  Ingalls. 

Washington,  February  19th. 

George  H.  Ingalls,  Vice-President,  New  York  Central  Lines,  New 
York:  Yours  18th.  Regret  you  cannot  give  Board  any  definite  assur- 
ances of  prompt  action  on  export  and  import  rates.  You  have  been 
advised  that  Board  considers  matter  of  great  importance  and  in  view 
attitude  of  the  lines  you  represent  the  Board  has  directed  me  to  take 
such  steps  as  may  be  necessary  to  bring  matter  to  a  conclusion,  which 
will  be  done.  Benson,  Chairman. 

"The  answer  of  Mr.  George  H.  Ingalls  is  considered  by  this 
board  entirely  unsatisfactory  and  in  view  of  the  statement  made 
in  Ex  Parte  74  heretofore  referred  to,  meetings  that  have  been 
held  since  by  the  interested  parties,  the  failure  to  arrive  at  agree- 
ment and  the  time  that  has  elapsed,  the  board  has  concluded 
that  there  is  no  likelihood  of  an  adjustment  of  said  rates  by  the 
interested  carriers  within  a  reasonable  time. 

"The  Shipping  Board  views  the  question  involved  as  one  of 
great  importance  and  urgency.     The  Interstate  Commerce  Com- 
mission is  aware  of  the  export  and  import  rates  applying  through 
Canadian  ports  to  points  on  Canadian  rail  lines,  and  that  said 
rates  affect  not  only  movement  through  the  American  ports  and 
to  Canadian  territory,  but  to  points  in  the  United  States  as  well. 
The  maintenance  of  these  rates  by  the  Canadian  lines,  and  the 
failure  to  establish  such  rates  by  the  American  lines,   directly 
affects  the  business  and  operation  of  vessels  of  the  United  States 
Shipping  Board  and  other  operators,  as  well  as  the  business  of 
the   Pacific   coast  ports.     The  traffic  of  American   rail    carriers 
s  also  reduced.    The  failure  and  refusal  by  the  American  rail 
i  to  establish  export  and  import  rates  from  the  territory 
-eferred   to  through   Pacific  coast  ports   is   opposed   to   the   ex- 
d  policy  of  Congress  with  respect  to  the  upbuilding  of  an 
American  merchant  marine,  and  the  use  of  the  various  ports  of 
Uted  States  as  we  understand  the  law  and  policy  declared 
After  having  exhausted  every  effort  to  bring  about  an 


amicable  adjustment  of  this  matter,  the  Shipping  Board  believes 
it  to  be  its  duty  to  do  all  possible  to  enforce  and  maintain  the 
law  and  the  policy  with  respect  to  the  subject  matter  of  this 
communication  as  declared  by  Congress. 

"The  policy  of  placing  Pacific  coast  ports  as  well  as  the  gulf 
<tnd  South  Atlantic  ports  on  an  equality  with  North  Atlantic 
ports  as  to  through  rates  on  export  and  import  traffic  in  the 
large  producing  and  consuming  territory  east  of  the  Mississippi 
River  and  north  of  the  .Ohio  River,  has  long  been  recognized 
as  a  helpful  one  in  enabling  the  operation  of  regular  lines  of 
ships  to  and  from  the  ports  on  the  different  seaboards. 

"The  division  of  the  country's  import  and  export  traffic  to 
a  reasonable  extent  among  all  ports,  places  the  different  sections 
of  the  country  in  position  to  get  minimum  rates  to  foreign  coun- 
tries for  local  production,  which  production  by  itself  would  not 
support  a  regular  line. 

"The  policy  outlined  above  is  generally  accepted  as  being 
wise  and  in  the  best  interests  of  the  country  as  a  whole,  not 
only  in  connection  with  the  particular  matter  involved  herein, 
but  in  preventing  congestion  and  securing  a  better  use  of  the 
ports  and  in  tending  to  build  up  an  American  merchant  marine 
of  the  greatest  use  and  service.  It  is  the  opinion  of  the  board 
that  in  both  the  transportation  act  and  merchant  marine  act, 
1920,  the  policy  herein  above  stated  is  recognized  and  approved. 

"The  board,  therefore,  appeals  to  and  requests  the  Inter- 
state Commerce  Commission  to  institute  a  proceeding  of  inquiry 
and  investigation  into  this  matter  at  as  early  a  date  as  possible, 
with  a  view  to  issuing  such  order  against  the  interested  carriers 
as  it  may  find  necessary  and  just  to  correct  the  rate  adjustment 
against  which  complaint  is  made,  and  to  bring  about  the  re-estab- 
lishment of  export  and  import  rates  to  and  from  eastern  territory 
through  the  Pacific  coast  ports  in  relation  to  corresponding  do- 
mestic rates  on  the  basis  which  existed  prior  to  General  Order  28 
of  the  Director-General,  and  the  decision  of  the  Commission  in 
Ex  Parte  74." 

Application  by  the  Shipping  Board  for  export  and  import 
rates  on  the  railroads,  calculated  to  equalize  the  Atlantic  and  the 
Pacific  ports  on  traffic  from  east  of  Chicago  is  viewed  by  ex- 
perienced traffic  men  as  containing  possibilities  far  beyond  the 
primary  purpose  of  the  application.  The  question  of  competition 
between  the  transcontinental  rail  carriers  and  the  ship  lines 
through  the  Panama  Canal,  it  is  believed  is  intimately  bound  up 
in  the  matter. 

It  is  a  fact  that  low  rates  on  trans-oceanic  traffic  have  sent 
a  large  number  of  ships  back  into  the  coast-to-coast  business. 
When  the  war  brought  about  trans-oceanic  rates  that  made  the 
coast-to-coast  rates  look  like  small  change,  the  ships  departed 
from  the  canal  traffic  in  such  numbers  that  the  Commission  had 
to  find,  in  the  most  recent  phase  of  the  old  Spokane  case,  that 
water  competition  had  disappeared  and,  therefore,  that  reason 
for  fourth  section  departures  had  disappeared  with  the  ships. 
The  next  step  by  the  Spokane  or  intermediate  interests  was  to 
ask  for  graded  rates  from  Spokane  westward. 

Now  that  the  ships  have  returned,  the  question  before  the 
trans-continental  lines  is  whether  they  will  allow  business  to  go 
to  the  vessels  or  make  a  bid  for  it  by  asking  the  Commission  for 
a  return  to  the  old  system  of  low  terminal  rates,  with  rates  at 
intermediate  points  at  a  level  the  railroad  traffic  men  would  be 
willing  to  call  normal.  The  traffic  men  of  the  intermediate  ter- 
ritory have  never  admitted  that  the  rates  they  were  required  to 
pay,  while  fourth  section  orders  were  outstanding,  were  normal. 
They  have  insisted  that  they  were  more  than  normal,  the  more 
than  normal  portion  of  the  rates  being  used  to  cover  the  cost  of 
service  to  and  from  the  low-rated  coast  points. 

About  a  dozen  steamship  lines  are  operating  through  the 
canal,  with  regular  sailings.  The  faster  ships  are  able  to  guar- 
antee delivery  of  freight  in  much  less  time  than  the  railroads 
were  before  the  recent  recession  in  the  volume  of  tonnage.  On 
equal  rates  on  traffic  that  can  go  via  canal,  the  carrier  promising 
the  shortest  time  is  usually  ablb  to  command  the  tonnage.  Equal 
rates  do  not  necessarily  mean  the  same  in  cents  per  100  pounds. 
A  ship  rate  in  cents  the  same  as  rail  really  means  higher  rates 
on  account  of  marine  insurance  and  terminal  costs  that  would 
not  be  required  on  rail  shipments. 

The  Shipping  Board,  in  applying  for  import  and  export  rates, 
proceeded  on  the  assumption  that  lower  rates  for  export  and  im- 
port would  give  its  boats  operating  out  of  Pacific  ports  more 
tonnage.  There  is  a  "kick-back"  in  that  application.  The  opera- 
tors of  Shipping  Board  ships  through  the  canal  are  not  anxious 
to  have  the  rail  lines  carry  freight  to  and  from  the  ports.  They 
would  like  to  take  freight  from  the  Atlantic  ports  through  the 
canal.  There  is  a  threat  now  that  the  American-Hawaiian  line 
will  withdraw  from  the  conference  that  controls  coastwise  rates 
if  the  Shipping  Board  does  not  withdraw  ships  from  operators 
who  have  put  the  government-owned  ships  into  competition  with 
private  ships.  The  lines  now  established  think  they  should  not 
be  put  into  competition  with  government-owned  ships,  under  no 
obligation  to  earn  a  profit  and,  therefore,  able  to  take  business 
which,  if  given  to  the  privately  owned  and  operated  ships,  would 
enable  them  either  to  make  some  money  or  keep  down  their 
losses. 

Owners   of   ships   think   the   government   should   confine   its 
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.ild  be  a  pioneer  for  the  creation  of  new  business  for  th«>  bene- 
fit of  the  whole  people  and  not  be  a  competitor  on  established 
routes,  unless  the  government  also  subjects  Its  operators  to  tin- 
same  burdens  that  the  private  owners  of  ships  must  bear,  chief  of 
which  is  a  showing  of  profit  on  the  investment.  The  government, 

i  lie  operator  of  ships,  has  not  made  profit  its  primary  object. 
ship  owners  think  that,  so  long  as  the  government  is  willing  to 

rate  without  profit,  the  best  interests  of  the  country  would 

v<>d  were  it  to  develop  new  business. 

Withdrawal  of  the  American-Hawaiian  line  from  the  coast- 
wise  conference  would  probably  result  in  coastwise  rate-cutting 
that  would  bring  rates  down  to  almost  as  low  a  level  as  has  been 

lied  in  trans-oceanic  shipping.     The  railroads,  it  is  admitted, 

in  a  particularly  difficult  situation.  They  asked  for  increases 
in  rates.  The  Commission  gave  them  practically  all  they  asked. 
For  them  now  to  ask  for  reductions,  it  is  suggested,  would  raise 
the  question  whether  their  Judgment  as  to  what  should  be  done 
was  worth  much.  The  Commission,  it  is  also  admitted,  is  in  a 
difficult  situation  because  section  15a  requires  it  to  precrlbe 
rates  which  will  yield  the  carriers,  as  a  whole,  In  a  given  group, 
at  least  5.5  per  cent,  with  half  a  per  cent  added  for  non-produc- 
tive improvements.  The  law  places  responsibility  on  it  for  an 
adequate  return  on  the  value  of  the  property. 

There  has  been  no  real  test  of  the  value  of  the  rates  pre- 

tied  in  Ex  Parte  No.  74.  While  there  is  an  inclination  on  the 
of  some  shippers  to  hold  that  the  big  reduction  in  tonnage 
is  the  result  of  the  increase  in  rates,  there  are  many  who  think 
t lie  recession  in  business  would  have  come  even  if  rates  had  not 
been  put  up.  They  point  to  the  fact  that  as  far  back  as  July, 
1919,  the  Federal  Reserve  Board  took  steps  to  deflate  stocks  and 
bonds  and  that  the  deflation  of  commodities  was  begun  before 
the  higher  rates  were  put  into  effect.  The  cynically  inclined  sug- 
that  the  board  governing  the  banking  operations  of  the  coun- 
try was  saying  "thumbs  down"  to  high  prices  while  the  board 
governing  railroads  was  saying  just  the  opposite — that  is,  it  was 
saying  that  the  railroads,  instead  of  adjusting  themselves  to  a 
lower  level  of  prices,  should  obtain  higher  prices  while  producers 
and  distributors  of  commodities  should  take  lower  prices. 

According  to  the  reports,  in  New  York  and  other  ports,  the 
ships  that  have  returned  to  the  coastwise  business,  especially  the 
coast-to-coast  part  of  it,  are  not  obtaining  full  cargoes  any  more 
than  the  railroads  are  carrying  all  the  tonnage  for  which  they 
have  cars.  That  does  not  surprise  those  at  the  Commission 
whose  duty  it  is  to  think  of  such  things.  The  tonnage  is  simply 
not  being  bought  by  the  consumer,  wherefore  it  remains  in  the 
hands  of  the  producer. 

It  is  suggested  that  while  rail  rates  have  gone  up,  ocean  rates 
have  gone  down,  so  the  failure  of  import  and  export  traffic  to 
move  cannot  be  attributed  solely  to  the  increase  in  rail  rates 
because  the  total  from  an  interior  American  point  of  production 
to  a  foreign  point  is  probably  about  the  same  as  it  was  prior  to 
August  26,  if  not  lower. 

A  review  of  only  a  few  of  the  factors  entering  into  the  situa- 
tion, it  is  believed,  affords  a  fair  notion  as  to  the  kind  of  a  prob- 
lem that  has  been  created  for  the  Commission  by  the  application 
of  the  Shipping  Board  for  rates,  from  east  of  Chicago,  which, 
presumably,  will  enable  Pacific  ports  to  draw  some  traffic  from 
that  part  of  the  country,  for  export  via  the  west  instead  of  the 
east  coast. 


MERCHANT  MARINE  DEVELOPMENT 

The  Traffic  World  Washington  Bureau 

Development  of  the  American  merchant  marine  and  of  for- 
eign trade,  particularly  with  South  America,  was  urged  by 
speakers  at  the  twelfth  annual  convention  of  the  Southern  Com- 
mercial Congress  in  Washington  this  week. 

Admiral  Benson,  chairman  of  the  Shipping  Board,  said  the 
biggest,  job  that  faced  America  was  a  clean-cut  decision  relative 
to  trade  opportunities  which  America  may  enjoy  as  the  result  of 
the  country's  "recreated  merchant  marine."  He  said  the  Ship- 
ping act  of  1916  was  a  mighty  factor  in  re-awakening  America 
to  her  place  in  the  maritime  world,  and  (hat  the  merchant  ma- 
rine act  marked  another  epoch  in  the  marine  development  of 
America. 

"There  is  not  a  section  of  this  act  which  should  not  be  fully 
enforced  when  the  time  comes,"  said  he,  referring  to  the  mer- 
chant marine  act. 

"As  one  who  has  given  close  study  of  the  international  situ- 
ation the  Shipping  Act  will  have  much  to  do  with  bringing  about 
fair-play  to  our  shipping  men  who  only  ask  for  an  even  chance 
in  world  trade.  That  is  my  interpretation  of  the  part  Section 
28  should  play  in  anything  the  Shipping  Board  does  in  the  en- 
forcement of  that  section.  Other  sections  when  enforced  will 
bring  to  an  end  the  discriminations  now  handicapping  us  in  the 
development  of  our  marine." 

Senator  Fletcher,  of  Florida,  opposed  immediate  cessation 
by  the  Shipping  Board  of  the  operation  of  its  ships.  He  said 
the  main  object  to  be  attained  was  that  the  shipping  should  not 
pass  to  the  control  of  foreign  interests.  Senator  Willis,  of  Ohio, 


said  Ainei-ini  must  in.iini:,in  ii.s  .shipping  n  it  is  to  runtinin-  an  ii 
great  worlii  power. 

"The  policy  of  the  railroads  In  deliberately  keeping  their 
rates  low  at  water  points  drove  the  boats  out  of  business,  and 
water  competition  having  disappeared,  the  railroad  rates  have 
been  much  advanced,"  said  Senator  Kanndell,  of  Louisiana,  re- 
ferring to  the  carriage  of  freight  on  the  inland  waterways.  "It 
la  most  unfortunate  for  the  farmer,  of  all  men,  that  our  Interior 
rivers  have  ceased  to  perform  the  Important  functions  of  freight 
distribution.  Every  interest  in  the  country  has  been  hard  hit 
by  increased  railroad  rates,  but  the  farmer  probably  hardest 
of  all. 

"The  use  of  the  Great  Lakes  for  through  freights  alone,  not 
counting  the  enormous  volumes  carried  short  distances,  saves 
the  people  of  the  nation  every  year  In  reduced  charges  over  two 
hundred  million  dollars." 

Great  savings  in  freight  charges  will  be  made  possible  when 
the  government  barge  line  on  the  lower  Mississippi  is  in  full 
operation,  said  he. 

Discussing  railroad  rates,  Senator  Fletcher  said  they  could 
be  so  high  as  to  destroy  traffic. 

"The  country  is  now  undergoing  a  strain  by  reason  of  the 
dislocation  of  the  transportation  system  and  the  maladjusted 
rates  and  unsettled  conditions  which  it  is  important  should  be 
placed  in  proper  order  as  soon  as  possible,"  said  he.  "Our  rail 
lines  can  be  operated  so  as  to  have  a  very  vital  bearing  not  only 
on  our  domestic,  but  on  our  foreign  commerce." 

Mathew  Hale,  president  of  the  South  Atlantic  Maritime  Cor- 
poration, said  that  in  developing  the  merchant  marine,  it  must 
first  be  determined  with  what  foreign  countries  it  is  essential 
for  the  United  States  to  trade  and  from  what  ports  in  this  coun- 
try that  trade  should  be  developed. 

"This  will  enable  us  scientifically  and  systematically  to  de- 
cide what  trade  routes  are  desirable,"  said  he.  "Then  we  must 
determine  just  what  steps  are  necessary  in  order  to  establish 
and  maintain  these  trade  routes.  Ships  constitute  only  one  link 
in  this  chain  which  must  reach  from  our  manufacturers  here  to 
the  purchase  in  the  foreign  market,  or  vice  versa." 

He  urged  development  of  trade  with  the  West  Indies  and 
South  America  for  diplomatic  or  political  reasons  and  the 
establishment  of  close  trade  relations  with  the  English-speaking 
territories  of  the  world.  Referring  to  the  element  of  land  trans- 
portation entering  into  the  scheme  for  a  successful  development 
of  foreign  trade,  he  said: 

"The  principle  of  equalization  of  export  rail  rates,  which  has 
been  put  into  effect  and  which  enables  the  shipper  of  the  in- 
terior to  choose  between  all  ports  for  export,  should  be  continued 
and  a  similar  system  of  import  rates  should  be  established.  In 
addition  to  this,  provision  should  be  made  for  a  quicker  and  more 
adequate  export  and  import  service  so  that  the  shippers  can 
reach  all  ports  quickly.  The  principle  of  special  export  rates  for 
goods  to  be  carried  on  American  bottoms  has  been  established 
in  the  Jones  bill,  and  is  a  painful  weapon." 

He  also  urged  the  development  of  port  facilities,  saying  the 
terminal  facilities  at  New  York,  the  country's  greatest  seaport, 
were  admittedly  out  of  date. 


SOUTHERN  STEAMSHIP  CASE 

The   Traffic   World   Washington  Bureau 

At  the  afternoon  session  of  February  23,  in  the  hearing  on 
I.  and  S.  1280,  the  fact  was  brought  out  in  the  testimony  that 
the  Atlantic  Gulf  &  West  Indies  Steamship  Company,  commonly 
called  the  Agwi,  owns  both  the  Mallory  and  the  Southern  steam- 
ship lines,  so  that  if  the  proposed  equalization  through  New  York 
is  as  destructive  as  has  been  suggested  by  Philadelphia  and 
Houston  protestants,  one  part  of  the  Agwi  will  stand  accused  of 
killing  another  part  of  the  same  company. 

The  fact  that  the  Mallory  line  is  owned  by  the  same  com- 
pany that  controls  the  Southern  was  put  into  the  record  by 
George  W.  Delanoy,  vice-president  and  traffic  manager  of  the 
Southern,  in  answer  to  questions  put  by  Mr.  Bell,  attorney  for 
the  Southern  Pacific  Steamship  Line,  also  known  as  the  Morgan 
Line.  Mr.  Delanoy  expressed  the  opinion  that  the  proposed 
equalization  would  put  the  Southern  Steamship  Line  out  of 
business.  He  based  that  opinion  on  the  fact  that  before  estab- 
lishing the  New  York-Houston  service  the  Southern  Steamship 
Line  tried  to  compete  with  the  Morgan  and  Mallory  lines  out  of 
New  York,  making  Texas  City  and  Port  Arthur  its  southern 
termini.  The  result  was  not  satisfactory  so  the  line  was  trans- 
ferred to  Philadelphia,  and  Houston  was  made  the  southern 
terminus.  He  said  that  at  equal  rates  the  Southern  could  not 
compete  with  the  Morgan  and  Mallory  lines. 

At  present  he  said  the  line  is  able  to  compete  because  it  has 
an  advantage  in  this  that  when  the  combination  on  the  port 
makes  lower  than  the  through  rates,  the  lower  combination  Is 
used.  That  is  provided  for  in  a  tariff  filed  by  the  Railroad  Ad- 
ministration on  February  29,  the  last  day  of  federal  control.  In- 
asmuch as  the  scale  of  proportionals  to  the  ports,  prescribed  In 
that  tariff,  from  many  points  near  Philadelphia,  Is  higher  than 
the  local  rates,  the  Southern  Steamship  Line  is  able  to  command 
a  considerable  tonnage.  Last  year  he  said,  the  tonnage  carried 


510 


THE    TRAFFIC     WORLD 


Vol.  XXVII,  No.  Ifl  j 


was  satisfactory,  but  the  financial  outcome  was  not.  The  line 
did  not  make  money,  the  rates  being  either  too  low  or  the  ex- 
penses too  high. 

"I  have  always  been  opposed  to  any  system  of  rail-ana-water 
rates  other  than  combinations  on  the  ports,"  said  Mr.  Delanoy, 
thereby  placing  himself  in  direct  opposition  to  representatives 
of  traffic  organizations  in  Boston,  New  York  and  Baltimore. 

J  C  Lincoln,  representing  the  New  York  Merchants'  Asso- 
ciation stood  with  both  feet  on  the  Chandler  platform,  built  at 
the  morning  session  of  February  23,  that  of  equal  rates  through 
all  the  ports,  from  the  ports  proper  and  what  is  known  as  Atlantic 
seaboard  territory.  Mr.  Lincoln  and  Mr.  Glasgow  discussed  port 
differentials,  the  former  pointing  out  that  the  differentials  apply 
only  on  traffic  from  C.  F.  A.  and  not  from  trunk  line  territory, 
as  Mr.  Glasgow,  apparently  through  a  slip  of  the  tongue,  implied 
that  they  do.  Mr.  Glasgow  wanted  to  know  if  there  is  not  a 
difference  in  the  rates  from  Harrisburg  to  Philadelphia  and 
New  York  and  Mr.  Lincoln  said  of  course,  but  he  declined  to  take 
the  next  step  and  admit  that  there  should  be  a  difference  for  the 
Harrisburg  shipper  when  he  shipped  through  New  York  to  Texas 
common  points,  rather  than  the  nearer  port  of  Philadelphia. 

"Then  I  infer  you  are  in  favor  of  equalization  when  it  gives 
New  York  something,"  suggested  Mr.  Glasgow.  Mr.  Lincoln  said 
that  New  York  desired  other  ports  to  flourish  and  asked  for  no 
advantage  over  any  port. 

Horace  Booth,  traffic  manager  for  the  International  &  Great 
Northern,  the  only  witness  at  the  morning  session  of  February 
24,  in  the  hearing  on  I  and  S  No.  1280,  Rail  and  Water  Rates  from 
Atlantic  Seaboard  Territory  to  Texas  Points,  which  Houston  and 
Philadelphia  interests  have  treated  as  an  effort  by  the  Southern 
Pacific  to  cripple  or  drive  the  Southern  Steamship  Line  out  of 
the  North-Atlantic  Texas  trade,  opposed  the  scheme  as  inimical 
to  the  interests  of  the  road  for  which  he  is  traffic  manager,  and 
to  the  Missouri,  Kansas  &  Texas.  He  introduced  exhibits  for  the 
latter  road  which  he  adopted  as  his  own,  but  he  said  he  could  not 
speak  for  it  beyond  the  exhibits. 

Attorney  Bell,  for  the  Southern  Pacific  Steamship  Line,  on 
cross  examination,  asked  him  if  he  thought  the  reduction  of  two 
cents  a  100  pounds  that  would  result  in  the  first  class  rate  if 
the  suspended  tariffs  were  permitted  to  become  operative,  would 
be  hurtful.  Mr.  Bell  suggesting  that  perhaps  the  reduction  in 
rates  would  result  in  an  increase  in  tonnage. 

"Naturally  any  reduction  in  rates  would  have  a  tendency  to 
increase  the  tonnage,  for  some  steamship  lines,  but  not  neces- 
sarily for  all,"  said  Mr.  Booth,  "but  I  don't  think  the  reductions 
will  stop  with  two  cents  first  class.  There  is  something  more  in 
this  case  than  the  reductions  that  are  shown."  The  witness  also 
said  that  equal  rates  through  New  York  and  Philadelphia  would 
make  it  impossible  for  the  Southern  Steamship  company  to  give 
service.  Five  sailings  a  week  from  New  York,  to  Galveston, 
would  be  more  attractive  than  one  sailing  from  Philadelphia  to 
Houston,  especially  if,  as  would  be  the  case,  the  lines  offering  the 
more  frequent  sailings,  also  steamed  faster.  The  official  classifi- 
cation minimum  scale,  beginning  with  35  cents,  which  the  su- 
spended tariffs  propose  shall  be  used  in  constructing  the  through 
rates  from  Atlantic  seaboard  territory,  via.  New  York,  he  re- 
garded as  improper  because  it  unnecessarily  reduced  the  reve- 
nues of  the  carriers.  As  to  the  scale  to  be  used  in  Texas,  to  ar- 
rive at  the  through  rate  to  destinations  in  Texas  common  point 
territory,  establishing  a  differential  between  Galveston  and  Hous- 
ton, he  would  express  no  opinion.  The  question  of  the  relation- 
ship of  rates  from  Galveston  and  Houston  to  the  interior  of 
Texas,  he  said,  was  something  on  which  he  would  rather  have 
the  judgment  of  a  regulative  body  than  that  of  the  interested 
parties.  He  said  he  had  not  opposed  the  Galveston-Houston 
differential,  which  is  now  12  cents. 

The  Mallory  steamship  company,  which,  in  the  earlier  part 
of  the  hearing,  took  no  part  in  the  case,  entered  its  appearance 
February  24,  Frank  W.  Gwathmey  appearing  for  it.  He  did  not 
say  why  the  company  had  decided  to  appear  by  counsel  but  it 
was  suspected  that  the  testimony  showing  that  the  same  com- 
pany owns  the  Mallory  and  the  Southern  steamship  lines  caused 
the  appearance  to  be  entered. 


AGREEMENTS  WITH  BRITISH 

The  Traffic   World   Washington  Bureau 

Agreements  between  the  International  and  Mercantile  Ma- 
rine and  the  British  government  are  held,  in  a  resolution  adopted 
by  the  Shipping  Board,  March  4,  to  be  inimical  to  and  not  in 
harmony  with  the  policy  of  the  United  States  with  respect  to  the 
development  of  its  trade,  commerce  and  merchant  marine  and 
at  variance  with  the  merchant  marine  act.  The  Board  directs 
the  company  to  amend  the  agreements  so  as  to  exclude  there- 
from vessels  documented  under  the  laws  of  the  United  States 
that  they  will  apply  in  no  way  to  the  company's  vessels  under 
the  American  flag. 


REPORT  ON  SHIPPING  BOARD 

The  Traffic  World  Washington  Bureau 

While  finding  that  there  was  waste  and  inefficiency  in  the 


operations  of  the  United  States  Shipping  Board,  the  House  select 
committee  on  Shipping  Board  operations,  in  a  report  submitted  ; 
to  the  House,  March  2,  by  Representative  Walsh,  chairman  ofl 
the  committee,  cleared  the  members  of  the  board  and  of  the! 
Emergency  Fleet  Corporation  of  any  dishonest  or  fraudulent  mo-' 
tives  and  declared  the  performance  of  the  board  in  the  war! 
period  was  "the  most  remarkable  achievement  in  shipbuildings 
that  the  world  has  ever  seen." 

Operation  of  the  board's  ships  has  been  conducted  at  a  loss,  - 
the  committee  concluded,  and  it  recommended  assignment  of 
vessels  on  the  bare  boat  charter  plan.  It  further  concluded  that 
the  affairs  of  the  board  could  not  best  be  administered  through 
a  board  of  seven  members,  as  provided  by  the  merchant  marine 
act,  but  that  authority  should  be  centralized  in  one  person. 

At  the  outbreak  of  the  war  in  April,  1917,  the  report  stated,  j 
there  were  in  the  United  States  37  shipyards  with  162  shipways, 
while  on   March  31,   1919,   there    were   181    shipyards   with   891 
shipways. 

"Many  instances  of  overcharges,  defective  work,  and  im- 
proper material  in  connection  with  the  repairs  to  ships,  particu- 
larly in  the  New  York  district,  have  been  brought  to  the  atten- 
tion of  the  committee,  and  especially  with  reference  to  payment 
of  gratuities  or  bonuses  by  repair  yards  to  officers  of  the  various 
ships,"  the  report  stated. 

"This  custom  has  been  common  in  marine  circles  for  many  j 
years,  and  there  is  no  question  that  it  is  a  vicious  practice. 

"In  several  instances  there  has  been  expenditure  of  money  | 
through  operators  directly  to  subsidiary  corporations  or  in  other 
concerns  in  which  the  operating  company  has  a  controlling  in-J 
terest  and  where  profits  have  been  paid  on  a  scale  entirely  un- 
warranted.    Instances  of  this  in  the  purchase  of  supplies — water. 
stevedoring,  towing — have  been  brought  to  the  attention  of  the 
committee. 

"The  operating  division  has  not  until  recently  had  any  sys- 
tematic program  covering  the  purchasing  of  supplies  and  check-! 
ing  of  their   delivery  and   the  inspection  of   materials,   and  no 
adequate   safeguards   have  been  set  up   to   prevent  extortion  ate  li 
profits.     Steps  are  now  under  way,  however,  to  eliminate  these! 
abuses." 

With  regard  to  operation  of  the  board's  ships,  the  committee 
said  plans   should   be  made  for  awarding  tonnage  on   the  bare] 
boat  charter  basis  and  that  such  plans  are  in  contemplation  by  I 
the  board.    It  said  further  that  its  conclusion  was  that  the  opt  ra- 
tions of  the  fleet  have  been  conducted  at  a  loss,  notwithstanding 
the  fact  that  for  some  time  after  the  signing  of  the  armistice 
freight  rates  were  abnormally  high  and  receipts  from  operations 
up  to  that  time  had  been  very  large. 

"It  must  be  remembered  that  the  Shipping  Board,   in  deal- 
ing with  the   war   emergency,   was  confronted   with   many  diffi- 
culties," the  committee  said  in  conclusion.    "The  program  of  con- 
struction,  as   well   as   operation,   was   gigantic.     It   involved   an 
expenditure  of  more  than  three  and  a  half  billion  dollars,  a  sum 
greater  than  any  expended  by  any  corporation  in  a  similar  period 
of  time.     Many  of  the  officials  and   board  members  were  with- 
out experience  in  either  shipbuilding  or  operation.     No  adequate! 
organization  existed  at  the  beginning.     A  complete  organize 
to  carry  out  its  large  program  had  to  be  created.     There  was  a 
shortage  of  shipbuilding  skill  as  well  as  shipbuilding  facilities.! 
The  need  for  ships  was  imperative  and  constantly  increased  din- 
ing the  combat  period. 

"Of  necessity,  under  these  conditions,  and  when  time  was) 
of  the  very  essence  of  the  problem,  waste  and  extravagance  re-l 
suited.  However,  the  committee  has  found  no  evidence  to  prove! 
that  dishonest  or  fraudulent  motives  actuated  any  member  of  the! 
Shipping  Board  or  any  member  of  the  board  of  trustees  of  the! 
Emergency  Fleet  Corporation. 

"There  has  been  waste  and  inefficiency  and  lack  of  co-ordina- 
tion  in  the   tremendous  operations  of  this  government  agency.! 
The  reason  or  justification  given  for  this  is  the  stress  under  the! 
war  emergency.    No  one  will  deny  that  there  was  a  great  emerg-l 
ency,  that  time  was  the  most  vital  factor. 

"It  is  apparent,  however,  from  the  testimony  taken  by  this; 
committee,  that  in  the  desire  to  speed  up  and  accomplish  re-fi 
suits  without  counting  costs,  mistakes  of  judgment,  lack  ofl 
supervision,  and  a  failure  to  give  careful  consideration  resulted 
not  in  a  saving  of  time  but  in  delays.  Considering  the  program  M 
as  a  whole,  the  accomplishments  in  the  number  of  ships  con-i 
structed,  the  tonnage  secured,  and  the  time  within  which  the! 
ships  were  completed  and  delivered,  constitute  the  most  remark-)] 
able  achievement  in  shipbuilding  that  the  world  has  ever  seen. 8 

"The  committee  received  testimony  from  those  familiar  with! 
the  needs  of  shipping,  and  also  those  having  had  experience  in  I 
the  administration  of  the  departments,  that  American  ship  opera-jj 
tors  are  handicapped  by  requirements  of  existing  laws. 

"It  is  the  judgment  of  the  committee  that  the  shipping  re-j 
quirements  of  the  nation  can  not  be  best  administered  through 
a  board  of  seven  members;  and  while  there  may  be  some  parallel! 
along  regulatory  lines  between  the  Shipping  Board  and  the  In-l 
terstate  Commerce  Commission,  it  is  the  view  of  the  committee^ 
that  what  is  needed  is  more  centralization  of  administrative  au-1 
thority  than  can  be  had  by  a  large  board.    Until  this  tremendous 
fleet  is  disposed  of  a  competent  person  of  experience  should  be 
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placed  iii  charge  of  the  operations,  mid  a  salary  commensurate 
\vilh  ilu>  responsibility  of  this  position  should  be  paid. 

"Indeed,  the  problems  are  of  sufficient  importance  to  justify 
ir:nisiVr  of  the  functions  of  the  Shipping  Board  to  an  executive 
department  and  while  a  fleet  has  been  created  and  trade  routes 
established,  and  lo  some  extent  an  experienced  personnel  for 
up.  rations  has  been  provided,  it  will  need  men  of  experience  to 
direct  and  supervise  the  operation  of  these  ships,  in  order  that 
tin'  American  merchant  marine  can  compete  with  that  of  other 
nations." 


BENEFIT  FOR  M.  &  M.  TRANS.  CO. 

The   Traffic   World   Washington   liun-au 

The  House  eiiiiimiiiee  on  interstate  and  foreign  commerce 
\oied,  February  24,  to  report  favorably  the  bill  introduced  by 
Representative  Coady,  of  Maryland,  providing  for  amendment  of 
the  transportation  act  so  that  the  Merchants  and  Miners  Trans- 
portation Company  may  benefit  by  the  guaranty  provisions  of  the 
act  This  company,  an  independent  steamship  line,  was  under 
federal  control,  .but  under  the  definition  of  the  class  of  carriers 
entitled  to  the  guaranty  during  the  six  months  following  the  ter- 
mination of  federal  control  it  was  excluded  from  benefitting 
from  the  guaranty  provisions. 

Chairman  Clark,  of  the  Commission,  and  E.  M.  Alvord,  direc- 

i    tor  of  the  division  of  liquidation  of  claims  of  the  Railroad  Ad- 

listration,  were  heard  briefly  by  the  committee  before  it  voted 

to  report  the  bill.    Their  testimony  was  to  the  effect  that  they 

1  saw  no  reason  why  the  benefits  of  the  guaranty  should  not  be 

I    extended  to  the  steamship  company. 

Otis  B.  Kent,  counsel  for  the  company,  had  previously  testi- 
fied before  the  committee  to  th.e  effect  that  railroad-controlled 
water  lines  engaged  in  the  coastwise  trade  came  under  the  guar- 
anty provisions  and  that  the  exclusion  of  the  Merchants  and 
Miners  resulted  in  discrimination  against  it.  It  is  the  only  com- 
pany that  will  be  effected  by  the  proposed  legislation. 

Representative  Coady,  of  Maryland,  in  his  report  for  the 
House  committee  on  interstate  and  foreign  commerce  on  the  pro- 
pnsed  amendment  of  the  transportation  act  so  that  independently- 
owned  water  lines  which  were  under  federal  control  might  benefit 
by  the  guaranty  provisions  of  the  act,  said  that  while  it  appeared 
that  the  Merchants  &  Miners'  Transportation  Company  would  be 
the  only  water  carrier  affected,  it  was  the  view  of  the  committee 
that  any  other  carrier  by  water  which  might  establish  its  eligibil- 
I  ity  to  the  guaranty  would  be  automatically  included  within  the 
terms  of  the  amendment.  An  identical  bill  was  introduced  in  the 
Senate. 

"The  transportation  act,"  Mr.  Coady  said  in  the  report,  "as 
originally  approved,  did  not  extent  this  guaranty  to  carriers  by 
i    water  which,  while  subject  to  federal  control  upon  the  termina- 
tion thereof,  were  not  then  controlled  by  any  railroad  company; 
and  it  is  to  correct  this  obvious  inequality  and  discrimination 
i    against  independent  water  lines  that  the  amendment  here  under 
consideration  is  proposed. 

"A  condition  precedent  to  the  extension  of  the  guaranty  to 
carrier  was  that  it  should  file  with  the  Interstate  Commerce 
Commission,  on  or  before  March  15,  1920,  its  acceptance  in  writ- 
ing of  all  the  provisions  of  section  2t)9. 

"Most  of  the  water  lines  subjected  to  Federal  control  were  so 
-subjected  by  the  President's  proclamation  of  December  26,  1917, 
whereby  possession  was  taken,  through  the  Secretary  of  War, 
p  of— 

each  and  every  system  of  transportation  and  the  appurtenances  thereof 
'     consisting  of  railroads  and   "owned"  or  "controlled"   systems 
I   of    coastwise    and    inland    transportation    engaged    in    general    trans- 
I     portation.     *     *     *     including    *     *     *     all    other    equipment    and    ap- 
purtenances commonly  used  upon  or  operated  as  a  part  of  such  rail  or 
I    combined  rail-and-water  systems  of  transportation. 

"On  April  11,  1918,  the  President,  by  a  supplemental  procla- 
mation, assumed  control  of  the  Clyde  Steamship  Co.,  Mallory 
Steamship  Co.,  Merchants  &  Miners'  Transportation  Co.,  and 
Southern  Steamship  Co.,  including  their  steamships  and  marine 
't  of  every  kind  or  description,  and  their  'wharves,  docks, 
warehouses,  and  other  property  of  every  kind  or  nature,  real  or 
chattel,  owned,  leased,  chartered,  controlled,  or  used  by  said  com- 
panies or  either  of  them  in  conducting  or  in  connection  with  said 

t:,  transportation  systems.' 

"Section  14  of  the  Federal  control  act  of  March  21,  1918, 
whereby  the  relations  between  the  Director  General  and  the  Fed- 
eral controlled  lines  were  defined,  provided  that  the  President 
iniuht  relinquish  any  such  line  from  Federal  control  at  any  time 

•  prior  to  July  1,  1918,  or  all  such  lines  at  any  time  he  should  deem 
such  action  needful  or  desirable;  but  that,  after  July  1,  1918,  no 
individual  line  might  be  released  from  Federal  control  except 
with  the  consent  of  its  owners  unless  all  other  controlled  lines 
were  likewise  at  the  same  time  relinquished. 

"On  or  about  December  5,  1918,  the  director  general  issued 
what  was  characterized  as  an  'order  of  rellnquishment,'  purport- 

'  ing  to  release  from  Federal  control  the  independent  water  lines 
of  which  control  had  been  assumed  in  pursuance  of  the  Presi- 
dent's proclamation  of  April  11,  1918;  and  relinquishment  in  ac- 


cordance therewith  was  accepted  by  the  Cylde,  Mallory,  and 
Southern  Steamship  Cos.,  respectively. 

"The  Merchants  &  Miners'  Transportation  Co.  declined  to 
recognize  the  authority  of  the  director  general  at  that  time  to 
relinquish  Its  system  from  Federal  control;  and,  after  a  series  of 
conferences  between  representatives  of  the  director  general  and 
of  the  transportation  company,  the  latter  reassumed  the  opera- 
tion of  its  lines  on  March  1,  1919,  for  the  account  and  benefit 
of  the  director  general,  and  without  prejudice  to  its  rights  In  the 
premises. 

"The  Merchants  &  Miners'  Transportation  Co.  continued 
under  Federal  control  until  February  29,  1920,  at  midnight,  when 
it  was  released  by  the  director  general,  in  common  with  all  other 
rail  and  water  lines  then  subject  to  Federal  control,  as  provided 
by  section  200  (a)  of  the  transportation  act,  1920. 

"The  Merchants  &  Miners'  Transportation  Co.,  immediately 
following  the  enactment  of  the  transportation  act,  1920,  and  be- 
fore March  15,  1920,  filed  with  the  Interstate  Commerce  Commis- 
sion its  acceptance  in  writing  of  the  provisions  of  section  209  of 
that  statute. 

"It  appears  from  the  record  before  the  committee  that  the 
Merchants  &  Miners'  Transportation  Co.  was  the  only  indepen- 
dent water  line  subject  to  federal  control  at  the  time  federal 
control  terminated,  in  which  event  the  provisions  of  the  proposed 
amendment,  if  approved,  would  be  limited  in  their  application  to 
that  carrier.  It  is  the  view  of  the  committee,  however,  that  any 
other  carrier  by  water  which  may  establish  its  eligibility  to  the 
benefits  of  the  proposed  amendment  will  be  automatically  in- 
cluded within  its  terms. 

"The  committee  is  convinced  that  every  reason  justifying  the 
extension  of  the  guaranty  provisions  to  the  carriers  defined  in 
section  209,  as  originally  approved,  is  equally  applicable  to  the 
independent  water  lines  of  which  the  Merchants  &  Miners'  Trans- 
portation Co.  is  representative. 

"Chairman  Edgar  E.  Clark,  of  the  Interstate  Commerce  Com- 
mission, in  his  testimony  before  the  committee,  expressed  the 
opinion  that  considerations  of  equity  not  only  would  justify  but 
would  compel  the  action  sought  by  this  amendment  to  be  accom- 
plished; and  similar  views  were  expressed  to  the  committee  by 
Mr.  E.  M.  Alvord,  assistant  to  the  director  general. 

"It  was  and  is  upon  consideration  of  these  facts  that  the 
committee  has  approved  the  proposed  amendment  and  now 
recommends  its  passage." 


CUBAN  BUSINESS  CONDITIONS 

Signs  of  an  immediate  return  to  normal  business  conditions 
in  Cuba,  both  in  respect  to  domestic  and  foreign  trade,  are  ap- 
parent in  the  Island  Republic,  according  to  Allen  W.  Graves, 
manager  of  the  Havana  Line  of  the  Merchants  and  Miners  Trans- 
portation Company,  who  has  just  returned  from  a  business  trip 
to  Havana. 

While  Mr.  Graves'  trip  to  Cuba  was  primarily  to  look  into 
the  shipping  situation  from  the  viewpoint  of  American  export- 
ers to  that  country,  his  investigation  of  branches  of  trade  con- 
vinced him  that  the  temporary  disruption  due  to  congestion  and 
other  unsettled  conditions  which  brought  about  the  moratorium 
is  at  an  end  and  that  from  now  on  greater  quantities  of  supplies 
of  all  kinds  will  be  bought  in  the  American  markets.  Cuban 
business  men  reported  that  by  early  summer  business  there  will 
be  upon  a  more  substantial  basis  than  at  any  time  since  the 
outbreak  of  the  European  war,  he  says. 

Mr.  Graves  laid  particular  emphasis  on  the  improvement  in 
shipping  conditions  in  Havana  harbor.  While  he  said  the  Mer- 
chants and  Miners  Transportation  Company  had  been  notably 
free  from  difficulties  in  unloading  cargoes  in  Havana,  over- 
crowded  facilities  and  customs  conditions  had  made  it  difficult 
for  many  Americans  to  secure  deliveries  on  shipments.  He  said 
the  vessels  operated  by  his  company  had  made  a  remarkable 
record  in  discharging  cargoes,  the  last  twelve  ships  having 
averaged  only  eight  days  awaiting  discharging  berths. 

"Foodstuffs  of  all  kinds,  machinery,  building  material,  lum- 
ber, cement,  structural  steel,  railroad  materials  and  other  sup- 
plies will  be  purchased  without  further  delay  by  Cuban  mer- 
chants," said  Mr.  Graves,  "in  order  to  replenish  the  shortage 
due  to  congestion  and  other  causes. 

"The  recent  loan  negotiated  by  the  railroads  of  Havana, 
amounting  to  $15,000,000,  to  purchase  equipment,  is  the  first  real 
evidence  of  the  resumption  of  trade  with  the  United  States.  An 
enormous  storage  warehouse,  which  had  been  started  before  the 
suspension  of  business,  will  be  completed  without  further  delay. 
The  sugar  plantations  will  be  in  this  market  for  machinery  and 
coal.  Merchants  will  be  in  the  markets  for  new  supplies  of 
goods. 

"A  new  Custom  House  ruling  provides  also  for  the  removal 
of  goods  from  the  wharves  within  five  days  by  the  owner  or 
they  will  be  transferred  by  the  authorities  and  sold  at  public 
auction.  This  will  exert  a  wholesome  influence  in  overcoming 
congestion.  In  fact,  siezed  goods  are  being  sold  in  the  stores 
now  under  this  arrangement." 

Mr.  Graves  was  a  member  of  the  Committee  on  Port  Con- 
gestion named  by  the  United  States  Department  of  Commerce 
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and  visited  Cuba  last  July  in  order  to  formulate  plans  to  restore 

"P"Tlfe  appointment  of  a  sugar  commission  made  up  of  both 
Cuban  and  American  Interests,  to  handle  the  sale  of  the  1921 
crop  of  sugar,  will  undoubtedly  restore  confidence  to  the  trade 
in  general  and  increase  production  that  would  not  have  been 
possible  without  such  control,  said  he. 

"The  congestion  in  the  various  harbors,  especially  Havana, 
which  had  reached  such  proportions  as  to  necessitate  our  gov- 
ernment sending  a  Port  Commission  during  July  last  year  to 
Havana  to  confer  with  the  Cuban  authorities,  has  been  greatly 
relieved.  As  a  matter  of  fact,  upon  visiting  the  wharves  and 
warehouses  along  the  waterfront,  it  was  observed,  with  few  ex- 
ceptions, the  congestion  had  been  approximately  50  per  cent 
cleared,  and  that  steamers  could  be  docked  and  discharged  with 
no  unusual  delay. 

"The  wharves  and  Custom  House  warehouses  along  the 
waterfront  have  been  cleared  by  -reason  of  the  prompt  action 
taken  on  the  part  of  the  Government,  which  requires  that  con- 
signees upon  receiving  notice  that  their  goods  must  be  moved 
within  a  specified  time,  and  if  not  removed,  they  are  transferred 
to  open  storage  if  no  covered  storage  be  available.  The  goods 
are  then  advertised,  and  if  subsequently  not  removed,  are  sold 
at  public  auction,  for  whom  it  may  concern,  and  for  the  value  of 
the  Customs  duty. 

"Our  export  shippers  should  take  particular  note  of  this  lat- 
ter regulation,  so  as  to  avoid  the  loss  of  the  entire  value  of  their 
goods,  especially  in  cases  where  controversies  have  arisen  be- 
tween buyer  and  seller,  and  it  is  generally  agreed  that  any  ac- 
tion taken  by  the  seller  in  removing  goods  from  Custom  House 
terminals  in  no  way  releases  the  buyer  from  his  obligations." 

A  cablegram  from  Consul-General  Hurst,  Havana,  Cuba, 
dated  February  23,  states  that  61  American  vessels  are  in  Havana 
Harbor  as  compared  with  56  the  previous  week.  In  the  last 
seven  days  11  foreign  and  58  American  vessels  have  cleared  for 
American  ports.  It  was  announced  by  the  customs  authorities 
that  474,360  packages  were  dispatched  in  the  last  week  as  com- 
pared with  722,000  the  preceding  week.  At  present  55  private 
warehouses  are  bonded.  It  was  stated  that  about  $4,000,000  had 
been  collected  in  duty  by  the  Havana  custom  house  for  the  three 
weeks  ending  February  21. 

If  the  final  decongestion  of  the  harbor  is  to  be  accomplished, 
the  public  storage  and  the  general  public  sale  of  merchandise 
remaining  in  the  harbor  must  be  started  at  once,  according  to 
an  announcement  made  by  the  special  port  supervisor.  "Due 
to  the  refusal  or  inability  of  many  merchants  to  accept  goods 
consigned  to  them,  the  condition  is  made  worse  through  the 
accumulation  of  charges  for  demurrage  and  lighterage.  In  order, 
therefore,  to  protect  American  exporters  against  losses  which 
may  arise  from  the  public  sale,  capable  representatives  in 
Havana  should  attend  to  the  handling  of  separate  shipments. 
The  customs  regulations  of  Cuba  state  that  any  unclaimed  mer- 
chandise, or  merchandise  left  in  the  customs  jurisdiction  for 
six  months  after  the  vessel  arrives,  is  obliged  to  be  sold,  and 
the  present  congested  condition  of  the  harbor  is  due  to  the  fail- 
ure of  those  in  authority  to  rigidly  enforce  this  regulation.  Its 
enforcement  now  becomes  imperative.  At  present  every  possible 
facility  is  being  offered  merchants  who  wish  to  receive  goods 
consigned  to  them." 


PANAMA  CANAL  TRAFFIC 

Traffic  through  the  Panama  Canal  in  the  calendar  year  1920 
exceeded  that  of  any  previous  period  of  twelve  months. 

Prior  to  this  the  record  period  was  the  fiscal  year  from  July 
1,  1919,  to  June  30,  1920,  and  prior  to  that  the  record  was  in  the 
calendar  year  1919. 

Traffic  in  the  calendar  year  1920  was  made  up  of  2,814  ships 
in  commercial  service,  paying  tolls,  and  221  vessels  in  the  service 
of  the  United  States  Government,  principally  the  Navy,  passing 
through  the  canal  without  the  payment  of  tolls.  The  total  was 
3,035  ships,  exclusive  of  vessels  used  in  the  Canal  work,  and  of 
launches. 

The  ships  passing  through  free  are  not  in  commercial  use 
(though  the  221  in  1920  carried  a  total  of  364,050  tons  of  cargo, 
principally  coal,  fuel  oil,  and  supplies).  Their  passage  consti- 
tutes a  kind  of  extra  service  performed  by  the  canal,  for  which 
no  tolls  are  paid  and  which  is  not  a  part  of  its  usual  commercial 
service. 

The  2,814  commercial  ships  passing  through  the  canal  in 
1920  exceeded  the  number  in  the  fiscal  year  ending  June  30, 
1920,  by  13.6  per  cent,  and  the  number  in  the  calendar  year  1919 
by  31.9  per  cent. 

The  aggregate  net  tonnage  of  the  2,814  ships  was  10,378,265 
tons,  Panama  Canal  measurement.  They  carried  11.236,119  tons 
of  cargo.  The  tolls  earned  on  them  amounted  to  $10,295.362.21. 
In  net  tonnage,  tolls  and  cargo  they  were  21.4,  20.9  and  19.9  per 
cent  greater,  respectively,  than  in  the  past  fiscal  year.  In  com- 
parison with  the  year  1919,  the  net  tonnage,  tolls  and  cargo  were, 
respectively,  50,  47.2  and  50.5  per  cent  greater  in  1920  than  in 
the  preceding  calendar  year. 

All    previous    records    for    traffic    through    the    canal    were 


broken  in  January,  1921,  when  279  commercial  and  79  non- 
commercial vessels  passed  through  the  canal.  Of  the  above 
ships,,  197  passed  from  the  Atlantic  to  the  Pacific  and  161  from, 
the  Pacific  to  the  Atlantic. 

SHIP  INFORMATION  SOUGHT 

TJie  Traffic  World   Washington  Bureau' 

Senator  King,  of  Utah,  has  submitted  in  the  Senate  a  resolu- 
tion, which  was  referred  to  the  commerce  committee,  calling; 
on  the  Shipping  Board  for  information  as  to  the  allocation  or- 
reallocation  of  ships  by  the  board  and  as  to  its  policy  with  regard , 
to  the  sale  of  ships. 

The  senator  referred  to  the  hearing  before  the  Shipping 
Board  February  21  on  the  question  of  allocating  vessels  to, 
Pacific  trade  routes  and  to  the  proposal  of  Los  Angeles  business 
interests  to  purchase  five  of  the  passenger-cargo  liners  which 
the  board  has  for  allocation.  He  said  it  was  claimed  that  the 
board  had  not  acted  on  this  proposal  and  that  it  intended  to  re- 
allocate the  ships  on  a  basis  which  would  result  in  loss  to  the 
board  and  the  United  States. 

The  resolution  calls  on  the  board  to  state  whether  it  had  a 
bona-fide  offer  for  five  of  the  vessels,  and,  if  so,  whether  the 
offer  was  rejected,  and  why. 


BOARD  APPROVES  WAGE  AGREEMENTS 

The  Shipping  Board  has  approved  agreements  between  Ship- 
ping Board  operators,  managers  and  private  shipowners  and  rep- 
resentatives of  the  deep  sea  longshoremen's  unions,  continuing 
in  effect,  until  October  1,  1921,  existing  scales  of  wages,  hours; 
and  working  conditions.  The  ratification  of  the  agreements  by 
the  board  was  necessary  to  make  them  binding.  The  present 
wage  and  working  conditions  have  been  in  effect  since  prior  tc 
October  1,  1920,  when  the  agreements  which  now  have  beem 
extended  expired.' 


BIDS   ON    SHIP   STEEL 

Five  regular  bids,  accompanied  by  certified  checks  reprei 
senting  10  per  cent  of  the  total  amount  bid  in  each  case,  were1 
received  by  the  Shipping  Board,  March  2,  on  its  offer  for  sale  olj 
110,000  tons  of  surplus  ship  steel  at  Hog  Island.  The  bids  were  asi 
follows:  Merchants'  Metal  Corporation,  New  York,  $9.265  a  nelj 
ton;  Steel  Scrap  Company,  Philadelphia,  $9.21  a  net  ton;  Bssei) 
Iron  &  Steel  Company,  New  York,  $7.13  a  net  ton;  Midvale  Steel 
&  Ordnance  Company,  Philadelphia,  $8.50  a  net  ton,  and  Richarc 
de  Cou,  Philadelphia,  $6.048  a  net  ton.  T.  J.  Pope  of  New  Yorti 
submitted  a  bid  of  $14  a  net  ton,  but  it  was  held  irregular  be| 
cause  no  certified  check  was  submitted  therewith.  The  bids 
were  taken  under  advisement. 


SALE    OF    HOG    ISLAND 

Admiral  Benson,  chairman  of  the  Shipping  Board,  has  rel 
ceived  a  proposal  from  a  man  whose  name  he  declined  to  give 
for  the  purchase  of  the  Hog  Island  Shipyard,  all  the  materia 
therein,  and  285  wood  ships  which  the  board  has  tied  up  in  th< 
James  River.  The  chairman  said  the  prospective  purchaser  hat' 
quite  a  scheme  in  mind  and  that  he  had  requested  him  to  maki 
a  definite  offer  with  a  statement  as  to  his  financial  backing 
The  announcement  by  the  chairman  brought  a  number  of  in 
quiries  from  persons  interested  in  Hog  Island,  officials  of  tin! 
board  said.' 


SHIPPING   BOARD   FUEL   STATION 

The  Shipping  Board  has  decided  to  build  a  fuel  oil  storag' 
bunkering  station  on  Craney  Island,  Norfolk  Harbor,  Virginia 
It  will  consist  of  twenty  55,000-barrel  oil  tanks  and  be  one  o 
a  series  the  board  plans  to  build  or  has  built  for  the  supplyin; 
of  fuel  oil  to  the  board's  merchant  fleet.  Bids  for  the  work  wil; 
be  opened  on  March  10. 


RIVERS  AND  HARBORS  BILL 

The  Traffic  World  Washington  Burea 

President  Wilson  this  week  signed  the  rivers  and  harbor 
appropriation  bill  carrying  $15,000,000  for  that  work  and  th 
authorization  of  the  expenditure  of  $47,000,000  remaining  in  th 
rivers  and  harbors  fund.  As  in  the  House,  an  attack  was  madij 
on  the  bill  because  the  appropriation  was  not  larger. 

Senator  Haflin,  of  Alabama,  who  urged  a  larger  approprif 
tion,  discussed  rates  charged  by  the  Shipping  Board  for  the  trans- 
portation of  coal  in  the  coastwise  trade.  He  said  that  last  sun 
mer  and  fall  it  cost  more  to  transport  coal  by  water  than  by  rai, 

"If  we  are  going  to  spend  vast  sums  of  money  for  the  in 
provement  of  our  rivers  and  harbors  along  the  coast,"  said  hi: 
"we  ought  to  know  before  we  do  it  whether  we  can  carry  ouj 
freight  on  shipboard  as  cheaply  as  we  can  by  rail.  In  the  cor 
sideration  of  the  development  of  our  coast  and  harbors  we  mue 
investigate  this  particular  phase  of  the  situation  and  see  to  :• 
that  the  money  expended  for  river  and  harbor  improvement  ij . 
not  spent  in  vain." 
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Senator  Jones,  of  Washington,  said  the  Shipping  Board  had 
lull  authority  over  rates  in  the  coastwise  trade  and  "raises  or 
lowers  them,"  and  that  there  was  no  need  for  additional  legisla- 
tion. 

Senator  Calder  said  he  had  appealed  to  the  Shipping  Board 
to  lower  rates  on  coal  during  the  congestion  last  summer  and 
tall,  lit-  said  he  thought  the  Senate  commerce  committee  should 
inquire  into  that  phase  of  Shipping  Board  business  before  "we  go 
into  the  expenditure  of  vast  sums  of  money  for  further  river  and 
harbor  Improvements." 


IDLE  SHIPPING  BOARD  FLEET 

The   Traffic   World    Washington  Bureau 

Approximately  half  of  the  Shipping  Board's  steel  cargo  fleet 
is  idle,  according  to  latest  estimates  made  by  officials  of  the 
division  of  operations  of  the  board.  The  number  of  ships  actu- 
ally tied  up  is  505,  of  3,078,000  deadweight  tons,  but  a  total  of 
616  ships  are  tied  up  or  are  awaiting  assignment.  The  division 
of  operations  predicted  some  time  ago  that  its  "tie-ups"  due 
to  the  depression  in  ocean  traffic,  would  probably  reach  500 
before  the  peak  of  the  depression  was  reached.  Reports  from 
Kngland  are  to  the  effect  that  577  British  ships  of  821,934  tons 
are  tied  up  on  account  of  the  depression.  Dispatches  from  Liver- 
pool stated  that  British  shipping  authorities  denied  a  recent 
statement  by  Consul-General  Skinner  that  920  ships  were  tied 
up.  but  that  it  was  thought  that  the  actual  number  exceeded  577. 


SHIPPING    BOARD   OFFICES 

The  offices  of  the  United  States  Shipping  Board  will  be 
moved  to  what  is  known  as  the  Navy  building  at  17th  and  B 
street  April  1.  The  offices  of  the  board  are  now  housed  in  the 
building  at  1317  P  street,  formerly  occupied  by  the  Interstate 
Commerce  Commission,  and  in  one  of  the  temporary  war  build- 
ings at  6th  and  B  streets. 


CURRENT  AMERICAN  SHIPBUILDING 

On  February  1,  1921,  private  American  shipyards  were  build- 
ing or  under  contract  to  build  from  private  shipowners  252  steel 
vessels  of  977,903  gross  tons,  compared  with  275  steel  vessels 
of  1,067,293  gross  tons  on  January  1,  1921. 


SALE   OF   SHIPPING    BOARD   HULLS 

With  the  sale  of  44  uncompleted  wood  hulls  and  three  150- 
foot  sea-going  tugs  to  the  Northern  Transportation  Company  of 
Baltimore,  the  Shipping  Board  has  disposed  of  all  of  the  un- 
completed hulls  which  it  had  along  the  Atlantic  and  Gulf  coasts. 
The  sea-going  tugs  brought  a  total  of  $220,000.  Twenty  of  the 
hulls  brought  $38,000  each  and  the  remaining  24,  $25,000  each. 
The  Northern  Transportation  Company  proposes  to  convert  the 
hulls  into  barges  and  use  them  for  the  transportation  of  oil 
and  coal  in  the  coastwise  and  possibly  the  trans-Atlantic  trade, 
officials  of  the  sales  department  of  the  board  said. 


CARE    OF   THE    LEVIATHAN 

The  Shipping  Board  has  appointed  a  committee  consisting  of 
Commander  Gatewood,  of  the  division  of  construction  and  re- 
pair, and  F.  W.  Gibbs,  of  the  International  Mercantile  Marine,  to 
work  out  a  modification  of  the  contract  with  the  I.  M.  M.  for 
the  care  of  the  Leviathan  with  a  view  to  reducing  the  expense 
of  maintenance.  The  board  is  paying  the  I.  M.  M.  $15,000  a 
month  under  the  existing  contract.  The  vessel  is  tied  up  in 
New  York  harbor. 


CUNARD  TAKES IMPERATOR 

The  Cunard  Line  announces  that  it  has  taken  over  the  Im- 
perator,  which  has  hitherto  been  operated  by  It  for  the  British 
.government.  The  Imperator  is  the  largest  vessel  under  the 
'British  flag  and  the  largest  steamship  in  the  world  In  active 
service.  It  is  of  52,200  tons  gross,  with  a  length  of  919  feet,  beam 
198  feet,  depth  63  feet.  It  has  always  received  attention  because 
|of  Its  large  proportions  and  luxurious  accommodations  for  pas- 
sengers of  all  classes. 


PACKAGE  CAR  TO  LAREDO 

The  St.  Louis  Southwestern  Railway  (Cotton  Belt  Route) 
'announces  that  it  now  has  in  operation  a  daily  through  package 
car  from  its  St.  Louis  station  to  Laredo,  Tex.,  via  Waco,  San 
.Antonio  and  Aransas  Pass  and  Texas-Mexican  Railroads,  sched- 
uled to  arrive  at  Laredo  for  delivery  on  the  sixth  morning.  The 
car  is  being  operated  on  schedule  containing  package  freight 
from  St.  Louis  shippers  and  received  from  connecting  lines  at 
St.  Louis.  In  addition  to  this  service,  arrangements  have  been 
made  under  which  shipments  for  the  City  of  Mexico  will  be  run 
.daily  to  Laredo  in  this  car,  thence  twice  a  week  from  Laredo  to 
the  City  of  Mexico  in  cars  under  Laredo  seals. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National   Reporter 

System,  published  by  West  Publishing  Co.,  St   Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


Transportation  and   Delivery  by  Carrier: 

(Supreme  Court  of  Missouri,  in  Bane.)  Where  a  beverag* 
was  shipped  in  half  barrels  of  a  kind  commonly  used  for  t  tit- 
shipment  of  beer  and  bearing  internal  revenue  stamps  required 
to  be  placed  on  beer  so  shipped,  and  the  bill  of  lading  recited 
that  the  contents  were  unknown  to  the  carrier,  but  at  the  ship- 
per's instance  also  described  the  beverage  as  unfermented,  non- 
alcoholic, carbonated  beverages,  it  was  a  question  for  the  Jury 
whether  the  carrier  was  justified  in  refusing  to  transport  the 
beverage  into  a  prohibition  state,  and  the  court  could  not  declare 
as  a  matter  of  law  that  it  was  justified  because  the  shipment 
resembled  an  unlawful  shipment.— State  ex  rel.  Pabst  Brewing 
Co.  of  Milwaukee,  Wis.,  vs.  Ellison,  Judge,  et  al.,  226  S.  W. 
Kept.  577. 

Though  the  evidence  on  a  question  of  fact  is  uncontradicted, 
it  is  for  the  jury  to  say  whether  or  not  they  will  believe  the 
evidence,  and  the  trial  court  is  not  justified  in  peremptorily 
instructing  the  jury  to  find  in  favor  of  either  party.— Ibid. 

Whether  a  carrier  in   a  specific   instance  believed  that  a 
shipment   was   of  an   unlawful   character  and   whether  It   was 
reasonably  justified  in  so  believing  are  questions  of  fact  for  the 
decision   of  the  jury. — Ibid. 
Carrier's    Liability     for     Delivery    C.    O.    D.    Shipment    Without 

Collection: 

(Springfield  Court  of  Appeals,  Missouri.)  A  compulsory- 
reference  was  harmless,  where,  had  the  case  been  tried  by  a 
jury  and  the  court  at  the  close  of  the  evidence  rightly  directed 
a  verdict,  the  result  would  have  been  the  same. — Rolla  Produce 
Co.  vs.  American  Railway  Express  Co.,  226  S.  W.  Kept.  582. 

Where  goods  were  shipped  under  C.  O.  D.  contract,  the  car- 
rier's obligation  arises  from  contract,  and  if  it  can  be  sued  in 
conversion  for  delivery  without  making  required  collection,  the 
amount  of  recovery  will  be  the  contract  amount,  and  not  the 
value  of  the  property. — Ibid. 

Where  goods  were  shipped  C.  O.  D.,  requiring  carrier  to 
collect  specified  amount  for  delivery  to  consignee,  the  carrier 
was  not  liable,  though  it  delivered  goods  without  making 
the  collections,  where  amount  to  be  collected  was  thereafter  paid 
by  consignee  direct  to  consignor. — Ibid. 

Consignee,  who  receives  C.  O.  D.  shipment  without  payment 
of  specified  amount  to  carrier,  is  required  to  either  return  the 
goods  or  pay  therefor. — Ibid. 

Where  buyer's  check  to  seller  was  accompanied  by  an  item- 
ized statement  showing  that  check  was  in  payment  for  particular 
goods,  seller's  acceptance  of  check  constituted  payment  for  such 
goods,  notwithstanding  seller's  unliquidated  claim  for  damages 
growing  out  of  prior  shipment,  since  buyer  had  a  right  to  des- 
ignate on  what  Items  it  was  making  payment,  even  if  other 
items  were  owing  by  it  to  seller. — Ibid. 
Liability  of  Telegraph  Company  for  Damages  for  Mental  Distress: 

(Supreme  Court  of  Texas.)  A  telegraph  company  is  not 
liable  for  the  mental  distress  suffered  by  the  sender  of  a  tele- 
gram as  a  result  of  delay  in  delivery  unless  it  had  notice  that  a 
probable  consequence  of  delay  would  be  suffering  of  mental  dis- 
tress by  her. — Western  Union  Telegraph  Co.  vs.  Johnson,  226 
S.  W.  Kept.  671. 

The  purpose  of  a  telegraphic  message  as  known  to  the  parties 
or  as  fairly  disclosed  in  view  of  the  relationship  between  the 
persons  concerned  must  determine  what  damages  may  resonably 
be  regarded  as  within  the  contemplation  of  the  parties  from  delay 
in  delivery. — Ibid. 

A  telegraph  company  is  charged  with  notice  of  the  relation- 
ship, if  any,  existing  between  the  persons  named  in  the  message 
or  between  the  persons  named  and  those  referred  to  in  such  a 
way  as  to  prompt  inquiry,  and  with  notice  of  such  purpose  as, 
having  regard  for  such  relationship  and  the  usual  manner  of 
expressing  such  messages,  is  disclosed  by  the  communication  or 
fairly  inferable  from  it. — Ibid. 

A  telegraph  company  is  charged  with  notice  of  the  interest 
of  the  addressee  in  its  prompt  delivery.— Ibid. 

The  interest  of  the  sender  of  a  telegram  in  its  prompt  de- 
livery must  fairly  appear  from  the  message  itself  or  be  disclosed 
by  other  information  for  the  telegraph  company  to  be  affected 
with  notice  thereof. — Ibid. 

In  determining  whether  a  telegraph  company  had  notice  of 
the  sender's  interest  in  prompt  delivery  of  a  message,  the  mes- 
sage must  be  interpreted  in  the  light  of  the  company's  presumed 
knowledge  of  the  sender's  relationship  to  the  persons  named  In 
it  or  so  referred  to  as  prompt  inquiry. — Ibid. 

Where  a  message  from  a  mother  to  her  son  concerning  the 
impending  death  of  her  husband,  the  son's  stepfather,  read  when 
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II  t'll         I  (l        ill*'        »   >MllJ'(»»i.»    -  -    «•—- 

aiw^r'— but   was   changed   by   the  agent,   who 

qTaimed  with  the  parties,  to  read:     "Mr.  J.  not  expected  to 

Come  at  once.     Mother"— the  company  was  charged  will 

of  ™?aintiff's  interest  in  the  prompt  delivery  of  the  message. 

'whatever  would  have  been  a  natural  and   probable 
to  the  sender  of  a  telegram  arising  her  son  of  the  impend. 
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Delivery  Without  Requiring  Surrender  of  Bill  of  Lading  Held  Not 

a  Conversion,   Not  Having   Caused  Shippers   Loss: 
Where  sellers  of  potatoes   attached  the  bill  of  lading  to  a 
Hraft  and   sold  it  to  a  bank  which  sent  it  to  another  bank  foi 
on  of  the  draft  and  such  bank  delivered  the  bill  of  lading 
payment,  of  the  draft  and  the  buyers  obtained  possession 

.  ,-, nil    „_.,!»»  f  +*iT«TiTa  r*rl     VPlPpt  Pfl     t  tlP    Tlflt  a  tflPt 


surrender  of  the  bill  of  lading  was  noli 


deemed  to  have  been  within  the  company's  —  — ,-- 
it  will  not  be  held  to  the  anticipation  of  an  unnatural  or  im- 
probable result. — Ibid.  , 
Where  plaintiff  sent  a  message  to  her  son  informing  him  or 
the  impending  death  of  his  stepfather  and  asking  him  to  comi 
at  once,  her  mental  distress  from  his  absence  was  a  natural 
consequence  of  delay  in  delivery  of  the  telegram,  which  should 
have  been  reasonably  anticipated  by  the  telegraph  company.— 

Ibid. 

BILLS  OF  LADING 

Delivery  at  Original  Destination  to  Another  Carrier  for  Trans- 
portation to  Another  Destination,  as  Requested  by  Holder  of 
Bill  of  Lading,  Is  a  "Delivery": 

Under  bills  of  lading  act,  9  (Comp.  St.  8604e),  providing  that 
delivery  is  justified  to  a  person  in  possession  of  an  order  bill 
by  the  terms  of  which  the  goods  are  deliverable  to  his  order,  or 
which  has  been  indorsed  by  him,  the  act  of  the  terminal  carrier, 
after  a  shipment  reached  its  destination,  in  striking  out  the 
original  destination  and  substituting  another,  and  delivering  the 
shipment  to  another  railroad  or  transportation  to  such  new  des- 
tination, on  request  of  the  party  holding  the  bill  of  lading,  con- 
stituted in  legal  contemplation  a  "delivery." — Pere  Marquette  Ry. 
Co.  vs.  J.  F.  French  &  Co.,  41  Supreme  Court  Rept.  195. 
Delivery  to  Holder  of  Order  Bill  of  Lading  Is  Justified,  Regard- 
less of  Capacity  or  Validity  of  Holding: 

Under  bills  of  lading  act,  9  (Comp.  St.  8604e),  delivery  to 
the  person  holding  an  order  bill  of  lading  properly  indorsed  is 
justified,  regardless  of  the  capacity  in  which  he  holds  possession 
of  the  bill,  or  whether  he  holds  it  lawfully  or  unlawfully,  so  long 
as  the  carrier  has  no  notice  of  an  infirmity  of  title. — Ibid. 
Delivery  to  Agent  Holding  Bill  of  Lading  Sufficient  Delivery, 
Though  Possession  Regarded  as  that  of  Principal: 
Assuming  that  an  agent's  possession  of  an  order  bill  of  lading 
was  that  of  his  principal,  the  forwarding  of  the  goods  to  him 
by  another  carrier  nevertheless  constituted  a  delivery,  when  his 
request  for  such  forwarding  was  ratified  by  his  principal,  since, 
if  his  possession  of  the  bill  was  the  principal's  possession,  the 
delivery  to  him  was  a  delivery  to  the  principal. — Ibid. 
Exonerated  by  Delivery  Without  Requiring  Surrender  of  Bill  of 
Lading  Unless  Loss  Results  from  Such  Failure: 
Delivery  of  a  shipment  to  the  holder  of  an  order  bill  of 
lading  does  not,  under  the  bills  of  lading  act  (Comp.  St.  8604aaa, 
8604 w),  exonerate  the  carrier  where  it  fails  to  require  surrender 
of  the  bill  of  lading  as  provided  therein,  if  loss  results  to  the 
shipper  or  subsequent  purchaser  from  such  failure;  but  where 
the  loss  suffered  is  not  the  result  of  the  failure  to  take  up  the 
bill,  the  mere  failure  to  take  it  up  does  not  defeat  the  exonera- 
tion.— Ibid. 

Not  Liable  to  Shippers  as  Bona  Fide  Purchasers  of  Bill  of  Lading 
for  Delivering  Without  Requiring  Surrender: 
Under  bills  of  lading  act,  11  (Comp.  St.  8604f),  making  a 
carrier  delivering  goods  without  taking  up  and  canceling  the 
order  bill  of  lading  liable  to  purchasers  of  the  bill  of  lading 
in  good  faith,  where  a  bank,  to  which  a  draft  was  sent  for  col- 
lection accompanied  by  an  order  bill  of  lading,  delivered  the  bill 
without  payment  of  the  draft,  and  the  buyers  obtained  delivery 
from  the  carrier  without  surrendering  the  bill,  refused  the  goods, 
and  returned  the  bill  of  lading,  the  shippers  who  took  back  the 
draft  and  bill  of  lading  from  the  bank  to  which  they  had  sold 
them,  with  knowledge  of  the  facts,  were  not  bona  fide  purchasers. 
—Ibid. 

Delivery  to  One  Not  Having  Bill  of  Lading,  as  He  States,  With- 
out Requiring  Surrender,  Is  Conversion: 

If  a  carrier  delivers  goods  covered  by  an  order  bill  of  lading, 
without  requiring  its  surrender  from   the  person   to  whom  de- 
livery is  made  on  his  statement  that  he  has  the  bill,  and  such- 
person  is  not  the  holder  of  the  bill  of  lading  as  he  states,  the 
carrier  is  liable  to  the  shipper  as  for  a  conversion. — Ibid. 
Delivery  Without  Surrender  of  Bill  of  Lading   Is  Conversion,  if 
Loss  Results  Therefrom,  But  Not  Otherwise: 
Where   a  carrier's   failure  to  require  the  presentation  and 
surrender  of  an  order  bill  of  lading  on  delivery  of  the  shipment 
is  the  cause  of  the  shipper  losing  the  goods,  the  delivery  con- 
ittues  a  conversion;   but  where  delivery  is  made  to  a  person 
who  has  the  bill,  or  who  has  authority  from  the  holder  of  the 
bill,  and  the  cause  of  the  shipper's  loss  is  not  the  failure  to 
require  surrender  of  the  bill,  but  the  improper  acquisition  of  it 
the  deliveree,  or  his  improper  subsequent  conduct,  the  mere 
illure  to  require  presentation  and  surrender  of  the  bill  will  not 
make  the  delivery  a  conversion.— Ibid. 


Drawers 'of  Draft   Not   Under   Duty  to  Take   It   Back  from   Bank 
Whose  Agent   Delivered   Bill   of  Lading  Without  Payment  ol 

Where  sellers  of  potatoes  shipped  them  under  an  order  bil 
of  lading   which  they  attached  to  a  draft  for  the  purchase  pric< 
'  '    to  a  bank,  which  sent  the  draft  to  another  bank  ta 
u    and   such  bank  delivered   the   bill   of  lading  without 
paymcuL  of  the  draft,  the  sellers  were  under  no  duty  to  take  bart 
the  draft  and  bill  of  lading  from  the  bank  to  which  they  s 
them,  as  it  was  the  tortious  act  of  such  bank's  agent  that  occi 
sione'd  the  damage,  and,  having  assumed  the  loss  in  so  doing, 
sellers  could  not  hold  the  carrier  for  technical  failure  to  take  ui| 
the  bill  of  lading. — Ibid. 

CARRIAGE   OF    LIVE   STOCK 

Finding  of  Negligence  in  Failing  to  Bed  Car  and  to  Drench  Hogr 

with   Water  Sustained: 

(Court  of  Civil  Appeals  of  Texas,  Amarillo.)     In  an  acti 
against  a  carrier  for  damages  to  a  shipment  of  hogs,  evidence 
held  sufficient  to  warrant  a  finding  of  negligence  in  failure  t 
properly  bed  the  car  and  to  drench  the  hogs  with  water,  whereb:* 
some  of  the  hogs  died,  as  against  a  contention  that  the  causi 
of  the  death  was  cholera.— Panhandle  &  S.  F.  Ry.  Co.  et  al. 
Griffith,  226  S.  W.  Rept.  688. 
Submission  of  Negligence  in  Failing  to  Water  Shipment  of  Hog; 

Held   Error: 

In  a  shipper's  action  against  a  carrier  for  damages  to  a  sliii 
ment  of  hogs,  submission  of  negligence  on  the  carrier's  part  ii| 
failing  to  water  the  hogs  held  erroneous  in  view  of  the  shipping 
contract,  which  required  the  caretaker  to  look  after  that  mattei; 
—Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF  COMMON   CARRIERS 

Order    Requiring    Detour   of   Through    Trains    to     Pass   Throug 

Particular  City  Held  Undue  Burden  on  Interstate  Commerce 

An  order  of  a  state  public  service  commission,  requiring 
railroad    company   to   detour   through   trains   between   points  i 
different   states   in   order   to   pass   through   a  particular   city  c, 
4,000    inhabitants,    constituted    an    undue    burden    on    interstat 
commerce,   where   such   city   had   seven   local   trains   each   wa; 
which  met  its  reasonable  requirements,  and  compliance  with  th 
order  would  add  10  miles  to  the  route  of  the  through  trains  an! 
require  the  maintenance  of  16  additional  miles  of  track  at  1 
high  standard  essential  for  through   trains. — St.  Louis  &  £ 
Ry.  Co.  vs.  Public  Service  Commission  of  State  of  Missouri,  4 
Supreme  Court  Rept.  192. 
Transportation  of  Oil  by  Pipe  Line  in  Interstate  Commerce: 

(Supreme  Court  of  Appeals  of  West  Virginia.)  A  state  ma 
not  impose  a  tax  upon  the  privilege  of  engaging  in  interstat 
commerce  within  its  borders. — Eureka  Pipe  Line  Co.  vs.  Hall; 
nan  State  Tex  Com'r  et  al.;  United  Fuel  Gas  Co.  vs.  Sanvi 
105  S.  E.  Rept.  506. 

A  state  may  not  impose  a  tax  upon  the  privilege  of  engagil 
in  intrastate  commerce  and  measure  the  amount  thereof  by 
certain  percentage  of  all  of  the  business  transacted  within  tl 
state,  whether  interstate  or  intrastate. — Ibid. 

Chapter  5  of  the  Acts  of  the  Legislature,  Extraordinary  S 
sion,  1919,  imposing  a  tax  upon  the  business  of  engaging  in  tl 
transportation  of  oil  and  gas  by  pipe  lines,  properly  construe., 
imposes  such  tax  only  on  those  engaged  in  the  transportatio 
of  such  commodities  in  intrastate  commerce,  measured  by  t 
amount  of  such  commerce. — Ibid. 

Commodities  in  transit  cannot  be  said  to  be  interstate  con 
merce  until  it  is  definitely  determined  that  they  are  destined  ij 
points  without  the  state,  even  though  past  experience  and  1 
course  of  business   in  which  the  owner  of  such  commodity 
engaged  may  justify  the  assumption  that  a  large  part  there« 
will  ultimately  be  transported  beyond  the  borders  of  the  state. 
Ibid. 

Oil   heinp:  transported   through   this  state   to  a   point   bc-yot 
' 


vtarch  f>. 
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ig  borders  (loon  not  cease  to  be  Interstate  commerce  because  It 
an  incident  of  its  transportation  through  the  pipe  line. 
•nnie  in  contact  with  other  oil,  and  to  some  extent  thereby  be 
,>ni.-tnun;ito(l.  Such  contamination  Is  merely  an  incident  of  the 
i-anspnriaiion.  and  does  not  change  the  character  of  the  oil  as 

ate  commerce.     Ibid. 

A  pipe  line  company  doing  business  In  this  state,  which  re- 
vives  tho  oil   produced   at   numerous  wells  and   transports   the 
ame  to  its  main  pipe  lines  or  tanks  within  the  state,  and  makes 
definite  cliai-no  for  such  service,  is  engaged  in  intrastate  com- 
nerce.  as  to  the  oil  so  transported,  where  it  appears  that  at  the 
ime  such  oil  was  so  received  and  transported  to  its  main  lines 
ir  tanks    it    was   not   definitely  determined   that   the  same   was 
.eitined  to  points  without  the  state,  even  though  past  experience 
heaie  and  justify  the  belief  that  a  large  part  of  the  same 
>ili  ultimately  be  shipped  without  the  state  in  interstate  com- 

• — Ibid. 

Regulation    of    Intrastate    Rates    by    Interstate    Commerce    Com- 
mission  Under  Transportation  Act: 

(Court  of  Appeals  of  New  York.)  The  war  powers  of  the 
Baited  States,  which  are  not  limited  by  any  rules  of  law,  are 
imilar  to  the  police  power  raised  to  the  highest  degree  to  pre- 
crve  i he  nation  and  when  requisite  to  this  end  the  liberty  of 
he  citizen  and  the  protection  of  private  property,  the  peace-time 
mhrs  of  the  slates,  must  yield  to  the  necessity.- — Public  Service 
'ommissicn,  Second  Hist.,  vs.  New  York  Cent.  R.  Co.,  129  N.  E. 
lept.  455. 

The  federal  control  act  (U.  S.  Comp.  St.  1918,  U.  S.  Comp. 
it.  Ann.  Supp.  1919.  3115%a,  3115%p)  was  a  proper  exercise  of 
he  war  powers  of  the  United  States,  and  as  incident  to  the 
.ontrol  of  the  railroads  the  question  of  fares  intra-  as  well  as 
,iter-state,  was  lodged  exclusively  in  the  President,  but  such 
ontrol  merely  suspended  the  rights  of  the  owners  and  the  author- 
y  of  i  lie  state  over  intrastate  rates  and  traffic. — Ibid. 

Congress  had  authority,  in  providing  for  return  of  railroads 
o  private  ownership,  to  declare,  as  was  done  in  the  transporta- 
ion  act.  that  intrastate  and  interstate  rates  fixed  by  the  Director- 
general  of  Railroads  under  authority  of  the  President  should 
ontinue  until  changed  by  state  or  federal  authority,  and  in  no 

-hould  be  reduced  before  September  1,  1920. — Ibid. 
Where,  after  termination  of  the  federal  control  of  railroads, 
•hich  revived  the  powers  of  the  states  over  intrastate  rates,  the 
"ublic  Service  Commission  of  New  York  by  affirmative  action 
(educed  the  intrastate  rate  of  three  cents  per  mile  fixed  by  presi- 
ential  proclamation  to  the  prior  rate  of  two  cents,  the  railroad 
s,  after  September  1,  1920,  which  ended  the  period  during  which 
ransportation  act  forbade  any  reduction  of  rates  fixed  by  the 
overnment,  bound  to  reduce  its  charges  to  the  rate  fixed  by  the 
Mblic  Service  Commission,  for  the  finding  by  the  commission, 
'ursuant  to  public  service  commissions  law,  26,  49,  was  an  afflrm- 
tive  action  by  the  state  authorities  reducing  the  rate,  and  the 
iilroad  cannot  escape  upon  the  theory  that  there  was  a  mere 
iitoiuatic  reduction  to  the  previous  rate. — Ibid. 

Except  for  the  war  powers  of  the  United  States,  the  states 
,iave  exclusive  powers  over  intrastate  rates,  but  under  the  guise 
f  fixing  such  rates  the  states  may  not  discriminate  against  in- 
jratate  commerce,  for  that  would  nullify  the  power  over  inter- 
tate  commerce  confided  by  the  Constitution  to  Congress,  and 
i  such  a  case  the  state  rates  may  be  suspended  as  a  discrimina- 
on  on  interstate  commerce. — Ibid. 

Where,  after  the  beginning  of  a  proceeding  to  compel  a 
lilroad  company  to  lower  its  intrastate  rates,  which  were  those 
xed  by  the  federal  government  during  the  period  of  govern- 
untal  operation,  the  Interstate  Commerce  Commission  found 
lat  the  rates  fixed  by  the  New  York  Public  Service  Commission 
orked  an  undue  discrimination  against  interstate  commerce,  and 
irected  the  railroad  to  charge  for  intrastate  traffic  fares  equal 
.)  that  charged  for  the  transportation  of  interstate  traffic,  the 
MI  sunn  of  the  validity  of  the  order  of  the  Commerce  Commis- 
ion,  made  during  the  pendency  of  an  appeal  from  an  order  of 
"  cial  term  denying  the  petition  of  the  state  Public  Service 
ommission  for  enforcement  of  its  order,  will  not  be  determined, 
ut  the  order  of  the  Special  Term,  which  was  erroneous  when 
tade,  will  be  reversed  with  leave  to  any  of  the  parties  to  apply 
i  the  Special  Term  to  reopen  the  proceedings,  the  authority  of 
ie  Commerce  Commission  under  the  transportation  act  being 
isputed  and  the  question  not  having  been  presented  in  the 
>\ver  courts.— Ibid, 
ismantling  of  Common  Carriers 

(Supreme  Court  of  Colorado.)     On  a  railroad's  application  to 

blie  Utilities  Commission  for  permission  to  abandon  serv- 

.1   eoaso  operation,  on  the  ground  that  the  road  could  not 

••'  operated   so  as   to   pay   expenses   and   taxes,   evidence  as   to 

•ad's  earning  power  during  war,  under  abnormal  conditions,  at 

time   when  a   prohibitive  rate  was    enforced,  and    passenger 

;IM-I  discouraged,  without  any  direct  evidence  that  under  nor- 

lal  conditions  the   road   could  not  earn  enough  to  justify  its 

ontinued  operation,  held  not  sufficient  to  Justify  an  order  for 

ismantling,  which  should  be  made  only  when  it  is  evident  that 

lir,  hoih  to  the  public  and  to  the  investors,  and  only  when 

appears  thai   ihe  management,  in  the  utmost  good  i'aith  made 


every  reasonable  effort  to  increase  the  cmninKX  mid  him  man- 
aged the  road  economically,  and  that  the  public  will  not  properly 
support  it.— In  re  Denver.  D.  &  W.  R.  Co.  Up-to-Date  Mining  Co. 
et  al  VB.  Public  Utilities  CommlBBlon,  194  Pacific  Rept.  617. 
Regulation  of  Intrastate  Rates  by  Interstate  Commerce  Under 
Transportation  Act: 

(Supreme  Court,  Special  Term,  Kings  County.)  A  permanent 
Injunction  will  not  be  issued,  unless  the  right  thereto  is  cleai 
and  certain. ~  People  vs.  Long  Island  R.  R.  et  al.  185  N.  Y.  Supp. 
594 

The  object  of  a  preliminary  or  interlocutory  injunction  is  to 
prevent  irreparable  injury  pending  the  final  ascertainment  of 
the  right  to  the  relief  sought  and  not  to  determine  the  right 
itself— Ibid. 

The  state  itself  may  come  Into  a  court  of  equity  I 
purpose  of  preventing  or  restraining  an  act  which  involves  or 
may  involve  an  unlawful  invasion  of  the  rights,  privileges,  or 
immunities  of  all  the  inhabitants  of  the  state,  notwithstanding 
that  similar  action  may  be  taken  by  specific  individuals,  political 
subdivisions  of  the  state,  or  boards  of  legislative  creation,  claim- 
ing that  special  or  peculiar  injury  will  result  to  them  if  the  un- 
lawful acts  be  not  prevented. — Ibid. 

The  state  constitutions,  unlike  the  federal  Constitution,  are 
not  grants  of  power,  but  are  limitations  of  the  powers  of  Un- 
people themselves,  self-imposed  by  the  constitutional  compact. 
Ibid. 

The  people  of  the  state  had  the  right  to  maintain  an  action 
to  enjoin  railroads  from  increasing  the  intrastate  rates  in  ex- 
cess of  those  allowed  and  approved  by  the  laws  and  the  orders 
of  the  Public  Service  Commission. — Ibid. 

Under  Const.  1846,  art.  5,  1,  and  executive  law  62,  the  Attor- 
ney-General was  empowered  to  bring  an  action  in  the  name  of 
the  people  of  the  state  to  enjoin  railroads  from  charging  un- 
lawful rates. — Ibid' 

In  an  action  by  the  people  of  the  state  to  restrain  carriers 
from  charging  intrastate  rates  in  excess  of  those  allowed  by  the 
state  laws  and  state  authorities  in  which  the  carriers  claimed 
the  right  to  charge  such  rate  by  order  of  the  Interstate  Commerce 
Commission,  the  carriers  had  the  burden  of  proving  the  legality 
of  such  rates  under  the  paramount  federal  law. — Ibid. 

Public  service  commission's  refusal  to  approve  proposed 
changes  in  intrastate  rates  to  be  charged  by  railroads  on  ter- 
mination of  federal  control  operated  to  make  effective  after  Sep- 
tember 1,  1920,  the  rates  which  had  existed  pursuant  to  its 
authority  prior  to  the  period  of  federal  control. — Ibid. 

If  Congress,  or  the  Interstate  Commerce  Commission  under 
authority  of  Congress,  fixes  rates  for  interstate  carriers  in  any 
locality,"  and  intrastate  rates  fixed  by  state  authorities  are  dit 
ferent  from  the  interstate  rates,  and  the  difference  results  in 
discrimination  to  the  prejudice  of  individuals  or  localities,  Con- 
gress or  the  Interstate  Commerce  Commission  acting  under  its 
authority,  has  power,  regardless  of  the  action  of  the  state  author- 
ities, to  fix  intrastate  rates  on  the  lines  of  such  interstate  car- 
riers, so  that  such  prejudicial  discrimination  shall  be  removed. — 
Ibid. 

In  view  of  interstate  commerce  act,  1  (U.  S.  Comp.  St. 
8563),  as  amended  by  the  transportation  act  of  1920,  excluding 
intrastate  transportation  from  the  operation  of  the  interstate 
commerce  act,  the  Interstate  Commerce  Commission  is  not  em- 
powered to  fix  intrastate  rates  on  intrastate  roads,  even  if  it 
should  find  such  rates  discriminatory  to  interstate  commerce 
and  persons  or  localities,  notwithstanding  interstate  commerce 
act,  13  (U.  S.  Comp.  St.  8581),  as  amended  by  transportation 
act  1920,  416,  relating  to  the  jurisdiction  of  the  Commission.— 
Ibid. 

Congress  has  no  power,  either  directly  or  through  the  Inter- 
state Commerce  Commission,  to  regulate  intrastate  rates  on  in- 
trastate roads. — Ibid. 

Under  Const.  U.  S.  art.  6,  making  the  United  States  Con- 
stitution and  laws  enacted  pursuant  thereto  the  supreme  law 
of  the  land,  the  judges  in  the  several  states  have  the  right  to 
inquire  whether  any  law  of  the  United  States  is  or  is  not  a 
constitutional  exercise  of  the  lawmaking  power,  subject  to  re- 
view of  their  decisions  by  the  Supreme  Court  of  the  United 
States.— Ibid. 

Claim  for  Discrimination  in  Distribution  of  Cars  Need  Not  Be 
Presented  to  I.  C.  C.  Before  Suit  in  Court: 
(District  Court,  S.  D.,  New  York.)  A  claim  against  a  rail- 
road company  for  discrimination  in  the  distribution  of  cars  in 
violation  of  its  own  rule,  is  not  one  which  requires  presentation 
to  the  Interstate  Commerce  Commission  before  an  action  may 
be  maintained  thereon,  under  Interstate  commerce  act  Feb.  4, 
1887,  c.  104,  9  (Comp.  St.  8573),  nor  is  such  presentation  neces- 
sary, when  there  is  no  shortage  of  cars  and  the  reasonableness 
of  the  carrier's  rule  for  distribution  Is  not  involved.— Dusenberry 
vs.  Lehigh  Valley  R.  Co.  et  al.,  268  Fed.  Rept.  1009. 

That  a  person  Jointly  charged  with  a  railroad  company  in  an 
action  to  recover  damages  for  unlawful  discrimination  under 
interstate  commerce  act  Feb.  4,  1887,  c.  104,  10  (4),  as  amended 
(Comp.  St.  8574  (4),  is  a  member  of  the  partnership  alleged  to 
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have  been 
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preferred,  does  not  make   it   necessary  to  join   the 


and  refused 
preliminary 
sion.  —  Ibid. 


them  to  another,  it  presents  no  question 
presentation  to  the  Interstate  Commerce  Commis- 


Personal  Notes 


A  G  Marriner  has  been  appointed  district  freight  represent- 
ative of  the  Baltimore  &  Ohio  Railroad  at  San  Francisco.  C.  W. 
Dorflinger  has  been  appointed  district  freight  and  passenger  rep- 
resentative for  the  same  road  at  Los  Angeles. 

C  J.  Acost,  traffic  manager  for  the  Macon,  Dublin  &  Savan- 
nah Railroad  at  Macon,  has  also  assumed  the  duties  of  audit 

F  J  Vanderblue  has  been  appointed  division  freight  agent 
for  the  Chesapeake  &  Ohio  Railroad  at  Chicago,  vice  H.  P.  Hatha- 
way who  has  been  promoted  to  assistant  general  freight  agent. 
William  FitzGerald,  who  formerly  held  that  position,  has  re- 

^William  H.  Mansell  has  been  appointed  traffic  manager  for 
the  National  Refining  Company,  Cleveland. 

E    E     Overton,   formerly    traffic   manager   for   the   (jodtr 
Grain   Company,   Minneapolis,   has   been   appointed   to   the   staff 
of  the  South  Dakota  Railway  Commission. 

The  Atchison,  Topeka  &  Santa  Fe  has  announced  the  ap- 
pointment of  S.  Larimer  as  general  agent  at  Atlanta,  succeeding 
W.  J.  Curtis,  transferred  to  Buffalo.  The  appointment  of  E.  P. 
Fisher  as  general  agent  at  Indianapolis  has  also  been  announced. 

F.  H.  Belden,  former  traffic  manager  for  the  Marblehead 
Lime  Company,  Chicago  and  Kansas  City,  has  been  elected  treas- 
urer and  a  director  of  that  company. 

The  directors  of  the  Cunard  Steam  Ship  Company,  Limited, 
have  appointed  A.  C.  F.  Henderson  a  joint  manager  in  conjunc- 
tion with  S.  J.  Lister.  The  Cunard  management  will,  in  the 
future,  be  carried  on  by  these  two,  under  A.  D.  Mearns,  general 
manager,  with  Robert  Crail  and  C.  E.  Cotterell  as  assistant 
managers. 

Mortimer  Broaddus  has  been  appointed  commercial  agent  for 
the  Norfolk  &  Western  at  Fort  Worth. 

D.  R.  Peck  has  been  appointed  general  agent  for  the  Kansas, 
Oklahoma  &  Gulf  Railroad  at  Chicago. 

J.  A.  MacMullen,  formerly  traffic  manager  for  the  Interna- 
tional Steel  Corporation,  has  been  appointed  traveling  freight 
agent  for  the  Denver  &  Rio  Grande-Western  Pacific  Lines  at 
New  York. 

The  North  American  Fruit  Exchange  has  announced  the  ap- 
pointment of  F.  X.  Baur  as  transportation  manager,  and  W.  V. 
Degan  as  freight  claim  agent,  with  offices  in  New  York. 

Fred  S.  Olds  has  been  appointed  general  live  stock  agent 
for  the  Nickel  Plate  Road  at  Cleveland,  vice  W.  L.  Ryan,  who 
died. 


traffic  manager,  Buckeye  Cereal  Company,  Massillon;  treasurer, 
B  T  Braucher,  traffic  manager,  the  Hoover  Suction  Sweeper 
Company  Canton;  board  of  governors,  D.  J.  Morris,  superin- 
tendent of  transportation,  Wheeling  &  Lake  Erie  Railroad, 
Brewster  O.;  W.  A.  Bell,  traffic  manager,  Carnahan  Tin  Plate 
and  Sheet  Company,  Canton;  A.  O.  Ellis,  traveling  freight  and 
passenger  agent,  Wheeling  &  Lake  Erie  Railroad,  Canton;  T.  ] 
Ray  assistant  traffic  manager,  United  Alloy  Steel  Corporation, 
Canton;  J.  B.  Mertes,  trainmaster,  Wheeling  &  Lake  Erie  Rail- 
road, Canton. 

The  monthly  meeting  of  the  Traffic  Club  of  New  England 
will  be  held  at  the  Copley-Plaza,  March  7.  The  principal  speaker 
will  be  Feri  Felix  Weiss,  former  inspector  of  immigration  at 
the  port  of  Boston  and  special  agent  of  the  Bureau  of  Investiga- 
tion, U.  S.  Department  of  Justice.  He  will  speak  on  "The  Siev< 

The  army  and  navy  committee  of  the  Traffic  Club  of  Chi-  ; 
cago,  of  which  C.  H.  Caswell  is  chairman  and  A.  Fletcher  Marsh 
secretary,   has   issued   a   bulletin   appealing   to  the   members  of 
the   club   for  assistance   in   completing   the   organization   of  the 
traffic  club  company  of  the  Illinois  National  Guard.     The  com- 
pany, of  which  Captain  George  R.  Bierman,  general  agent  of  the 
passenger  department,  Union  Pacific  Railroad,  will  be  command-  ' 
ing  officer,  will  be  attached  to  the  Second  Infantry  Regiment. 

At  the  tenth  annual  meeting  of  the  Traffic  Club  of  the  Cin-  ; 
cinnati  Chamber  of  Commerce  the  following  officers  were  elected:  : 
President,  H.  B.  Rubey;  vice-president,  F.  J.  Pressler;   and  sec- 
retary, D.  P.  Eggenberger. 

At  the  tenth  annual  banquet  of  the  Spokane  Transportation 
Club,  held  in  the  club  rooms,  February  18,  the  following  officers 
were  elected:  President,  W.  H.  Tide,  general  agent,  Northern 
Pacific  Railway;  first  vice-president,  A.  S.  Cobb,  manager  of  the 
wholesale  department,  Sherman  Clay  Music  Company;  second 
vice-president,  T.  W.  Emerson,  manager,  Emerson  Fuel  Com- 
pany; secretary-treasurer,  George  A.  King,  assistant  general 
freight  and  passenger  agent,  Spokane  International  Railway. 

Increased  attendance  at  the  weekly  luncheon  discussions  of 
the  Traffic  Club  of  St.  Louis  has  made  it  necessary  to  change 
the  day  from  Thursday  to  Tuesday,  when   larger  quarters  are  ! 
available. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  regular  monthly  meeting  of  the  Traffic  Club  of  Kansas 
City  was  held  in  the  City  Club  rooms,  February  25,  200  mem- 
bers being  in  attendance.  Howard  McCutcheon,  president  of  the 
Law  Enforcement  Association,  spoke  on  "Purposes  and  Results;" 
L.  J.  Smyth,  director  of  the  Kansas  City  Division,  National 
Safety  Council,  spoke  on  the  "Traffic  Problems  of  a  City,"  and 
DeWitt  Foster,  superintendent  of  Resources  of  Canada,  took  as 
his  subject  "Some  Phases  of  the  Transportation  Problem." 


The  following  officers  were  elected  by  the  Transportation 
Club  of  Peoria  at  its  annual  meeting,  February  25:  President, 
H.  D.  Page;  vice-presidents,  G.  I.  Sweney  and  N.  M.  Love;  secre- 
tary-treasurer, O.  B.  Eddy;  directors,  E.  F.  Stock,  A.  T.  McMas- 
ter,  E.  E.  Kester,  G.  H.  McHugh,  O.  T.  Arnold,  W.  J.  Gorman, 
S.  M.  Russell,  W.  D.  Upton,  R.  I.  Colvin,  A.  H.  Harwood.  C.  H. 
Gillig,  the  retiring  president,  was  selected  to  act  as  the  repre- 
sentative of  the  club  on  the  board  of  directors  of  the  Peoria 
Chamber  of  Commerce.  An  advisory  board  to  consist  of  past- 
presidents  was  decided  on  and  the  following  named  as  its  mem- 
bers: L.  L.  Hyde,  R.  M.  Field,  D.  Mowat,  C.  H.  Gillig,  T.  A. 
Grier,  R.  H.  Johnson  and  J.  Wachenheimer.  C.  H.  Gillig,  G.  H. 
McHugh  and  N.  M.  Love  were  selected  as  a  committee  to  revise 
the  present  constitution  and  by-laws. 


The  Stark  County,  Ohio,  Traffic  Club  was  organized  at  Can- 
ton, O.,  February  28,  meetings  to  be  held  on  the  first  Monday 
of  each  month.    The  following  officers  were  elected:     President, 
Burns,  traffic  manager,  the  Bonnot  Company,  Canton;  vice- 
esiilent,   C.   H.    McCowen,    traffic    manager,    Transue-Williams 
Forging  Corporation,  Alliance;  secretary,  M.  L  Underwood 


The  bi-monthly  meetings  of  the  Traffic  Club  of  Pittsburgh, 
which  were  abandoned  during  the  war,  were  resumed  February 
28.  Donald  O.  Moore,  traffic  manager  of  the  Pittsburgh  Chamber 
of  Commerce  and  third  vice-president  of  the  club,  spoke,  urging 
closer  co-operation  between  the  two  organizations.  The  musical 
program  was  under  the  direction  of  Roy  Strayer,  traffic  manager. 
Follansbee  Brothers  Company. 


The  Traffic  Club  of  Cleveland  will  hold  its  seventh  annual 
banquet  at  the  Cleveland  Hotel,  March  10.  Transportation  prob- 
lems will  be  discussed  from  two  widely  differing  points  of  view, 
W.  S.  Carter,  president  of  the  Brotherhood  of  Locomotive  Fire- 
men and  Enginmen,  speaking  for  the  men,  and  either  W.  G 
Besler,  president,  Central  Railroad  of  New  Jersey,  or  W.  W. 
Atterbury,  vice-president,  Pennsylvania  System,  for  the  roads. 
Thomas  V.  Hendricks,  Cleveland  humorist,  will  entertain. 


The   Traffic   Club   of   St.   Louis   is   holding   weekly   noonday 
meetings  at  the  American  Annex.     These  luncheons  are  entirely 
informal  and  without  set  speeches.     The  average  attendance  isi 
about  150.     B.  E.  Lemen,  of  the  Canadian  National  Grand  Trunk  i 
Railway,  is  chairman  of  the  music  committee. 


The  regular  monthly  meeting  of  the  Traffic  Managers'  Club 
of  Brooklyn  will  be  held  at  the  Brooklyn  Chamber  of  Commerce. 
March  10.  The  occasion  will  be  known  as  "Freight  Claim  Night," 
and  the  guests  will  be  R.  Halley,  freight  claim  agent,  Clyde  and 
Mallory  Steamship  Companies;  H.  E.  Snyder,  assistant  freight 
claim  agent,  Lehigh  Valley  Railroad,  and  J.  H.  Butler,  manager 
of  the  loss  and  damage  department,  American  Railway  Express 
Company. 


NORTH   AMERICAN   OIL  TERMINAL 

The  North  American  Oil  Terminal,  owned  and  operated  by 
the  North  American  Car  Company,  at  Blue  Island,  111.  (in  the 
Chicago  switching  district),  on  the  Chicago,  Rock  Island  &  Pa- 
cific Railway,  the  Indiana  Harbor  Belt  Railroad  and  the  Balti- 
more &  Ohio  Chicago  Terminal  Railroad,  consists  of  twenty- 
three  acres,  on  which  is  track  storage  for  500  cars,  at  135th 
street  and  California  avenue.  The  purpose  of  the  terminal  is  to 
furnish  tank  car  storage  for  products  transported  in  cars  owned 
by  and  under  lease  from  the  North  American  Car  Company,  and 
to  others  with  whom  contracts  have  been  made  for  the  storage 
facility. 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


CLAIMS  AGAINST  EXPRESS  COMPANY 

Kditor  The  Traffic  World: 

A  short   time  ago  we  wrote  you  in  connection  with  claims 

MSI    the  Adams   Express  Company,  advising  that  we  had  a 

plan   whereby  we   could  force  the  company   to  pay,  and  stated 

that   we  would  be  glad   to  send   those  interested  the  details  of 

this  plan  if  they  would  write  us  direct. 

Speaking  briefly,  our  plan  is  to  sue  out  a  test  case  in  New 
\<nh  City  on  the  two-year-limitation  clause,  the  money  to  try 
this  case  to  be  raised  by  small  pledges  from  each  claimant, 
amounting  to  approximately  $10  each. 

Since  submitting  this  plan  we  have  conferred  with  various 

rneys  and  traffic  managers,  and  they  agree  with  us  that  this 

lie  only  plan  whereby  the  Adams  Express  Company  can  be 

made  to  pay;  and  if  the  shippers  are  going  to  take  action  they 

should  do  so  at  once. 

To  those  interested  we  wish  to  say  that  we  have  raised 
part  of  the  money  necessary,  but  so  far  have  not  made  up  the 
required  amount.  We  would  like  to  ask  all  interested  and  who 
contemplate  helping  out  on  this  proposition  to  advise  us  at  once, 
as  we  wish  to  institute  proceedings  against  the  Adams  Express 
Company  on  a  test  case  as  early  as  possible. 

Pueblo  Traffic  Bureau, 

By  R.  L.  Ellis. 
Pueblo,  Colo.,  Feb.  26,  1921. 


CAREFUL  HANDLING  OF  FREIGHT 

Editor  The  Traffic  World: 

I  would  like  to  contribute  some  thoughts  on  this  subject, 
with  particular  reference  to  the  remarks  made  and  the  letters 

1  at  the  meetings  of  the  transportation  forces  and  railroad 
clubs  interested  in  the  prevention  of  loss  and  damage. 

Those  who  are  interested  in  such  work  are,  no  doubt,  accom- 
plishing results,  but  why  go  after  the  effect  instead  of  the  cause? 
They  are  asking  the  shippers  who  prepare  the  shipments,  the 
car  loaders  who  supervise  the  loading,  and  the  yard  and  train 
'  men  to  do  the  impossible. 

The  shippers  are  governed  by  the  classification  rules  regard- 
ing the  methods  to  be  used  to  prevent  damage  to  the  freight 
while  being  shipped— for  instance,  the  claims  filed  by  the  ship- 
pers of  sewer  pipes  for  breakage.  The  classification  permits 
about  500  pounds  of  dunnage  to  be  used  in  order  to  protect  the 
sewer  pipes  from  breakage.  In  some  instances  1,200  pounds  of 
dunnage  has  been  used,  and  yet  the  breakage  occurred. 

Those  who  supervise  the  loading  of  merchandise  at  the  rail- 
road freight  houses  are  drilled  in  the  art  of  loading  the  mer- 
chandise in  the  best  possible  way  to  prevent  its  being  broken 
while  in  transit;  in  fact,  everything  is  being  done  to  load  the 
shipments  in  a  way  that  will  make  it  impossible  for  them  to 
become  broken  in  transit. 

All  efforts  made  to  safeguard  the  shipments  are  offset  by 
•the  fact  that  the  freight  cars  are  subject  to  terrific  shocks  while 
being  switched  in  the  classification  yards  in  the  different  parts 
of  the  country. 

One  of  the  inspectors  is  quoted  as  stating  that  it  was  found 
by  the  committee  when  investigating  the  cause  of  the  breakage 
>of  sewer  pipes,  that  the  shippers  use  a  great  deal  of  care  In 
loading  the  pipes,  in  that  they  use  over  twice  as  much  dunnage 
as  they  are  required  to  use  by  the  classification  rules,  and  that 
'the  investigation  proved  that  the  damage  was  due  to  the  rough 
lhandling  of  freight  cars,  and  suggested,  as  a  remedy,  that  the 
:  .yardmen  be  asked  to  request  the  switchmen  and  car  riders  to 
put  on  the  brakes  and  stop  the  cars. 

I   would  suggest  that  the  inspector  who  suggested  this  as 

>  aiedy  for  the  breakage  take  the  place  of  one  of  the  car 
i-iders  or  switchmen  and  attempt  to  apply  the  brakes  and  stop 
i  IK-  cars  in  time  to  prevent  the  shock.  Anyone  who  thinks 
•i  he  yardmen  are  at  fault  for  the  rough  handling  of  the  freight 

-  should  ride  a  few  cuts  of  cars  in  the  switching  yards  before 
Tit  Seizing  the  yardmen.     He  will  find  that  the  yardmen  are  ex- 

ied  to  do  the  impossible,  because  the  hand  brakes  are  inade- 
liiate  in  power,  dangerously  located,  and  clumsy  to  operate,  and 
it  is  impossible  to  do  the  necessary  amount  of  switching  and 
stop  the  cars  when  they  should  be  stopped  with  hand  brakes  in 
their  present  condition. 
1  If  every  freight  car  were  equipped  with  good  hand  brakes, 

•  ssible   without    extra   effort,   that    would   give    the   yardmen 
he  same  control  over  a  car  or  cut  of  cars  that  the  engineer 


has  over  his  engine  with  the  air  brakes,  I  would  say  that  it 
would  not  be  necessary  to  use  so  much  care  in  packing  and 
loading  and  crating  of  the  lading  of  the  freight  cars. 

High  explosives,  valuable  stock,  emigrants'  movables,  and 
other  fragile  materials  are  shipped  hundreds  of  miles  without 
damage,  which  proves  that  the  motion  of  the  train  and  the 
coupling  and  uncoupling  of  the  cars  do  not  cause  the  damage. 
Yardmen,  when  handling  such  loads,  are  sure  that  the  brakes 
are  in  good  condition  and  that  the  riders  have  plenty  of  oppor- 
tunity to  control  the  speed  of  the  car  with  the  hand  brakes 
before  they  are  shunted. 

A  yardman  cannot  be  sure  of  the  hand  brake  until  he  mounts 
the  car  and  operates  the  brake  wheel  to  apply  the  force  to  the 
brake  levers  to  bring  the  brake  shoes  to  bear  on  the  wheels. 
If  the  car  he  is  to  ride  Is  standing,  it  is  necessary  for  someone 
on  the  ground  to  examine  the  brake  beam  and  shoes  closely 
before  he  can  be  positive  that  the  brake  is  in  good  condition. 
If  the  car  is  in  motion,  the  rider  knows  by  the  retarded  move- 
ment that  he  has  sufficient  power  to  control  its  movement.  Such 
hand  brake  tests  consume  time  that  cannot  be  spared  for  all 
cars,  because  it  would  prevent  the  yard  crews  from  accomplish- 
ing the  necessary  amount  of  switching  and  would  delay  the 
delivery  of  freight  and  the  make-up  of  trains;  therefore,  only 
certain  kinds  of  freight  receive  the  benefit  of  such  hand  brake 
inspection.  Cars  loaded  with  coal,  lumber,  pipe,  and,  in  fact, 
any  other  kind  of  load  except  live  stock,  explosives,  automobiles 
and  machinery  on  wheels,  are  cut  out  and  shunted  onto  the 
classification  tracks,  regardless  of  the  condition  of  the  hand 
brakes,  unless  it  can  be  seen  without  close  test  that  the  brake 
is  out  of  service.  Several  years  ago,  when  freight  cars  were 
small,  it  was  possible  to  check  their  speed  with  reasonable  ac- 
curacy and  prevent  them  from  crashing  into  each  other.  Those 
in  charge  could  reasonably  insist  that  the  train  and  yard  men 
prevent  such  damage.  The  freight  car,  however,  has  outgrown 
the  old  hand  brake  and  is  so  heavy  that  it  requires  power  to 
control  it.  This  power  the  old  brake  does  not  possess,  and 
it  is,  therefore,  unreasonable  for  anyone  to  blame  the  yard  or 
train  men  for  all  the  damage. 

The  remedy,  as  I  see  it,  is  to  prevent  the  cause  by  looking 
after  the  brakes.  Workmen  cannot  turn  out  good  work  unless 
they  are  supplied  with  good  tools.  Switchmen  and  brakemen 
cannot  do  a  good  job  of  braking  with  poor  brakes. 

A  claim  represents  a  defect  in  service.  It  means  that  some- 
body fell  down.  It  represents  a  dead  loss  to  the  railroad — an 
additional  expenditure  that  buys  criticim,  complaints  and  extra 
work.  Claims  resulting  from  rough  handling  are  preventable, 
but  such  claims  can  never  be  eliminated  by  building  the  cars 
heavier  or  more  substantial,  or  by  using  more  care  in  loading 
or  using  heavier  crating  or  packing  to  protect  the  shipment 
from  damage,  and  then  keeping  on  pounding  the  cars  together 
in  switching  terminals,  as  is  now  done.  Trains  are  under  the 
control  of  the  engineer  with  the  air  brake.  How  about  the  indi- 
vidual car  or  cut  of  cars  that  is  detached  from  the  engine? 
Street  cars  and  automobiles  can  be  stopped  any  place  in  a  very 
short  distance,  because  of  the  powerful  brake  that  controls  a 
light  vehicle.  The  freight  car  should  be  so  equipped.  Then 
yard  and  train  men  could  be  held  responsible  for  rough  han- 
dling, and  runaway  trains.  Good  brakes  prevent  damage  to 
equipment.  Good  brakes  prevent  damage  to  shipments,  injury 
and  loss  of  life. 

Automatic  Car  Brake  Co., 

St.  Joseph,  Mo.,  Feb.  26,  1921.  C.  E.  Rochambeau. 

ACCURACY  OF  RAILROAD  SCALES 

Editor  The  Traffic  World: 

Charles  H.  Mohan,  traffic  manager  for  J.  &  J.  Rogers  Com- 
pany, has  brought  forward  one  of  the  most  vital  topics  for  dis- 
cussion that  has  confronted  the  shipping  public  in  years — that 
of  accuracy  of  railroad  scales. 

In  the  writer's  opinion,  the  maintenance  and  testing  of  all 
railroad  track  scales  in  this  country  should  be  under  the  juris- 
diction of  a  bureau  controlled  by  the  Interstate  Commerce  Com- 
mission, with  a  power  of  regulation  equal  to  that  governing 
freight  rates.  An  erroneous  or  inaccurate  track  scale  weight  is 
the  alibi  often  resorted  to  by  carriers  and  can  cover  a  "multitude 
o  fsins"  either  in  taking  advantage  of  some  shippers  or  favoring 
others. 

We  ship  between  five  and  six  thousand  carloads  of  lumber 
per  annum  and,  owing  to  the  track  scales  being  far  removed 
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from  the  mills,  we  are  obliged  to  accept  the  „„.—_---- 

it  as  a  basis  in  determining  whatever  net  weight  the  railroad 
sees  fit  tS  tell  us  our  commodity  weighs.  We  have  paid  freight 
on  shipments  which  we  knew  positively  were  from  5<  1 1  to i  15.00U 
pounds  out  of  line,  but  were  unable  to  ""fover  overcharges, 

ply  because  the  railroad  records  indicated  a  track  sea 
taken  by  a  "sworn  weighmaster,"  carriers  stating  in  their  letters 
of  declination  that  "scale  weights  could  not  be  set  aside,"   'scal- 

ing  W™  hav^  had*  dozens  of  cases  come  under  our  observation 
where  the  stenciled  date  and  tare  of  car  has  indicated  that  they 
have  not  been  light-weighed  in  from  five  to  seven  years,  and  in 
that  time  those  cars  had  undoubtedly  undergone  repairs 
added  several  hundred  pounds,  at  least,  to  their  actual  weight, 
yet  the  old  marked  tare  was  still  being  used  as  a  basis  in  determ- 
ining freight  charges. 

The  writer  recalls  that  eight  or  ten  years  ago,  there  was  a 
discussion  among  members  of  the  Traffic  League  on  the  subject 
of  bringing  the  weighing  feature  under  the  jurisdiction  of  tn 
Commission.     It  was,  apparently  "pigeon-holed."     Such  a  plan, 
however,  should  prove  feasible,  and  certainly  would  result  i 
more  accuracy  and  justice  especially  to  shippers  who  do  not  sell 
their  commodity  on  a  weight  basis. 

California  Sugar  &  White  Pine  Co., 
G.  L.  Macartney,  Traffic  Manager. 

San  Francisco,  Cal.,  Feb.  17,  1921. 

Editor  The  Traffic  World: 

In  your  February  12  issue  our  attention  is  called  to  a  letter 
written  by  Charles  H.  Mahon,  under  date  of  February  9,  with 
reference  to  his  experience  in  regard  to  the  scale  weights  on 


from  his  own  folly,  thereby  having  his  own  mind  increased  m 
wisdom    and  his  purse  in  cash?     This  principle  applies  to  firms 
as  well  as  to  individuals;  hence  we  venture  to  say  that  the  fifth    . 
commandment  above  referred  to,  may  well  be  rewritten.     The   , 
other  nine  are  admirable. 

Cape  Girardeau  Portland  Cement  Company, 

Lee  Bagby. 
Cape  Girardeau,  Mo.,  Feb.  24,  1921. 

WAR  TAX  ON  FREIGHT 

Editor  The  Traffic  World: 

In  reply  to  Mr.  Gould's  letter  of  February  1,  on  page  34o  of 
your  publication,  relative  to  war  tax  on  freight,  may  lask  you  ' 
kindly  to  publish   the   following  facts,   which   will   answer   Mr. 
Gould's  Inquiry  as  to  whether  or  not  the  war  tax  figured  on  tl 
basis  of  1.8  per  cent  of  the  freight  charges  now  in  effect  would 
equal  the  amount  which  Congress  intended  to  receive  under  the 
three  per  cent  rate  on  freight  charges  effective  in  1917,  prior  to 
the  increases  in  freight  rates  under  G.  O.  28  and  Ex  Parte  74? 

The  Treasury  Department  reports  that  very  small  amounts 
were  collected  in  November  and  December  of  1917,  and  the  first 
months  of  1918.  The  amounts  collected  during  the  last  five 
months  of  the  fiscal  year  1918,  may  be  considered  fairly  repre- 
sentative of  monthly  receipts  from  this  course,  which  are  as 
follows: 

4,625,211.19 


. 

The  writer  has  had  considerable  experience  in  the  weighing 
of  cars  by  various  railroads  in  this  city,  and  we  have  found  a 
large  amount  of  discrepancies  particularly  on  the  scale  weights 
of  cars. 

We  make  it  a  point  to  secure  from  the  railroad  company  the 
gross  and  tare  weight  on  every  car  possible.  We  check  the  tare 
weight  against  the  carrier's  weight  and  if  the  tare  weight  can- 
not be  ascertained,  we  take  it  up  with  the  carriers  in  order  to 
secure  the  tare  weight  of  the  car. 

We  have  found  numerous  errors  in  the  tare  weight  of  cars, 
such  as  laden  with  coal,  sand,  stone,  etc.,  and  we  have  found  it 
very  unsatisfactory  at  times  where  the  gross  and  tare  were  added 
together,  making  the  net  weight  a  total  of  the  two.  Where  on 
the  other  hand  the  railroad  company  failed  to  make  a  deduction 
of  the  tare  weight  from  the  gross.  This  was  found  after  secur- 
ing from  the  carriers  the  gross  and  tare  weight  of  the  cars. 

There  is  nothing  to  prevent  the  carriers  from  adding  to  the 
gross  two  or  three  thousand  pounds,  which  would  be  a  hard 
matter  for  the  shipper  or  consignee  to  detect,  only  by  checking 
the  capacity  weight  and  measuring  the  cubical  contents  of  that 
particular  car  and  its  contents. 

Our  contention  is  that  the  railroad  company  should  be  made 
to  make  every  effort  possible  to  weigh  the  cars  accurately  in 
order  to  protect  the  shipper's  interest.  In  weighing  cars  we  find 
that  at  times,  especially  where  scales  are  operating  under  auto- 
matic service,  that  the  cars  are  moving  while  the  weights  are 
being  taken.  An  error  could  easily  be  made  in  this  way,  or  if 
the  weigher  is  not  at  scales  at  the  time  that  he  is  liable  to  take 
the  weight  of  the  third  car  and  apply  it  on  the  weight  of  the  first 
car,  which  had  already  passed  over  the  scales. 

It  should  be  well  for  the  various  traffic  managers  of  the  dif- 
ferent concerns  who  handle  material  in  open  equipment  to  take 
action  on  this  at  once,  by  taking  the  matter  up  with  the  general 
freight  agents  of  the  various  railroads,  and  see  what  can  be  done 
to  have  a  better  system  of  scale  weights,  in  order  that  the  in- 
terest of  the  shippers  as  well  as  the  carriers  would  be  protected. 

We  trust  that  some  action  will  be  taken  in  order  to  have  the 
matter  satisfactorily  adjusted  to  all  concerned. 

J.  M.  Cummings,  Traffic  Manager,  Builders  Supply 
Cleveland  Builders  Supply  &  Brick  Co., 
J.  M.  Cummings,  Traffic  Manager. 

Cleveland,  0.,  Feb.  23,  1921. 


February    *  9,0*3,211.™ 

March 5.126,308.13 

6£r"  v. '.'.'. '.v.v.v. v.v.:::::::::::::::::::::::  MZMTO*  > 

Jime    '.".'.'.'.'.'.'.'.'..... 7,959.060.37 

Total     $29.925.562.81 

The  collections  from  the  same  source  for  the  last  five  months 
of  the  current  fiscal  year  for  which  the  figures  are  available,  were  : 
as  follows: 


0' 


...$11.396.174.30 

iioroocooo 

September    .................................................  U'???Ti?; 

Ortohpr  ...............................  13,171,453.61 

November  '  .............  15.350,834.01 

December    .V:::::.'.  .  ..  ...................................  ..  15.331,995.91 

Total    ..................................................  $67,210.741.71 

Figured  on  the  basis  of  1.8  per  cent  instead  of  three  per  cent, 
the  United  States  would  still  receive  the  amount  of  $40,326,445.03 
as  compared  with  $29,925,562.84  for  the  greater  part  of  the  first 
six  months  of  1918,  mind  you,  before  the  increases  under  G.  O. 
28  and  Ex  Parte  74. 

At  that  time  Congress  did  not  expect  an  increase  in  freight 
rates,  nor  did  it  expect  a  vast  increase  in  the  amount  of  tonnage 
traveling  over  the  country's  rails. 

I  believe  the  above  information  will  interest  your  readers, 
and  at  the  same  time  answer  Mr.  Gould's  inquiry. 

In  the  meantime  Representative  Longworth,  of  Ohio,  a  mem- 
ber of  the  ways  and  means  committee,  has  introduced  a  bill  to 
repeal  certain  taxes,  including  the  tax  on  transportation,  which 
we  all  hope  will  be  acted  on  favorably. 

Medford,  Mass.,  Feb.  24,  1921.  George  E.  Snook. 


SHIPPERS'  TEN  COMMANDMENTS 

Editor  The  Traffic  World: 

All  the  knowledge  that  anyone  can  acquire  is  so  inflnites- 
imally  small  compared  with  all  that  is  known  that  perhaps  it  is 
folly  for  even  the  wisest  to  call  the  most  illiterate  among  us  a 
fool.  All  of  us,  therefore,  can  no  doubt,  subscribe  to  that  part 
of  the  admonition,  "Thou  shall  not  call  him  a  fool,"  contained 
in  commandment  number  five,  as  appearing  in  the  open  forum 
column  of  your  February  21  Issue;  but  according  to  the  common 
conception  of  the  duties  of  a  commercial  traffic  manager,  he 
should  interest  himself  in  not  only  protecting  the  interests  of 
his  own  company,  but  of  its  customers  as  well. 

It  would  seem,  therefore,  that  the  part  of  wisdom  would 

dictate  that  a  customer's  attention  should  be  called  to  erroneous 

routing   instructions   when    to    follow    such    instructions    would 

riean  poorer  service  or  a  monetary  loss,  or  both.     Would  it  not 

>e  an  ungrateful  customer  that  would  not  appreciate  being  saved 


TRACING  L.  C.  L.  SHIPMENTS 

Editor  The  Traffic  World: 

We  have  read  several  letters  from  your  subscribers  regard- 
ing the  tracing  of  less  carload  shipments,  and  we  do  not  approve 
of  the  charge  imposed  upon  the  shippers  for  this  service;  neither 
do  we  approve  of  promiscuous  tracing  of  every  shipment  that  i 
made  from  the  factory,  as  some  firms  seem  to  delight  in  doing. 

It  is  nothing  unusual  to  receive  a  notice  from  some  firms 
advising  of  the  shipment  of  an  order,  and  that  tracer  has  been1 
started  to  facilitate  delivery  of  the  goods. 

Whether  tracer  is  started  or  not  the  writer  does  not  know,; 
but  can  hardly  believe  it  always  is,  because  the  whole  thing  seems 
ridiculous. 

There  are  many  who  believe  that  by  using  the  word  "tracer" 
in  their  letters  it  will  have  a  magical  effect  of  carrying  goods  to 
destination  instanter,  and  tiiere  are  a  number  of  firms  who  send 
a  clerk  to  the  station  from  which  the  shipment  is  made,  to  pre- 
sent the  bill  of  lading  and  ask  that  tracer  be  started,  and  will! 
go  away  feeling  in  their  minds  that  they  need  not  worry  furtherj 
— that  goods  will  be  located  and  delivered  right  off. 

There  is  undoubtedly  a  large  unnecessary  amount  of  tracing' 
going  on  that  could  be  curtailed,  if  the  shippers  and  receivers  ofj 
freight  were  properly  educated  as  to  how  a  shipment  should  be« 
traced,  when  it  appears  that  a  tracer  is  warranted. 

When  we  desire  to  trace  a  shipment,  we  secure  full  waybill; 
information  from  point  of  origin,  and  we  then  drop  a  letter  tcj 
the  agent  at  point  where  car  was  carded,  and  get  the  passing; 
record,  etc. 

While  some  junction  points  do  not  keep  a  record  of  less  car-; 
load  shipments,  in  the  majority  of  cases  one  will  have  no  diffi 
culty  in  securing  some  report  from  destination  that  the  goodf 
were  delivered  or  that  they  checked  short  when  the  car  arrived 
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and  in  the  latter  event  Hie  iii-xi  thing  to  do  Is  to  give  the  agent 
Mice  to  locate  the  shipment  coining  in  astray,  or  file  claim 
Is  value. 

In  tliis  way  we  not  only  save  the  carrier  considerable,  work 

by  doing  our  own   tracing,  but  get  quicker  results,  and   this  Is 

•  •ially   desirable   where  a  customer   reports   non   delivery   of 

1'iiient  and  refuses  to  pay  his  bill,  as  by  using  the  method  Just 

ribed   it  does  not  take   many  days  to  secure  a  delivery  re- 

i.  or  evidence  that  the  carrier  has  actually  lost  the  shipment. 

John  T.  Stanley  Co.,  Inc., 
F.  J.  Tyrrell,  Traffic  Manager. 
New  York,  N.  Y.,  Feb.  24.  1921. 


ARE  GOVERNMENT  ACCOUNTS  CLOSED? 

Kditor  The  Traffic  World: 

I  am  attaching  herewith  copy  of  letter  addressed  to  Mr.  J.  H. 
Iteek,  executive  secretary  of  the  National  Industrial  Traffic, 
League,  in  regard  to  reparation,  particularly  on  overcharge 
rlaims  occurring  during  government  control.  I  would  appreciate 
this  letter  being  placed  in  your  Open  Forum,  inasmuch  as  I 
believe  that  it  may  do  a  great  deal  of  good  in  aiding  to  open  up 
l  he  governmental  accounts  until  it  is  fully  understood  by  all 

rvsted  parties  as  to  just  how  these  overcharge  and  under- 
charge claims  should  be  handled. 

American-LaFrance  Engine  Co.,  Inc., 
John  J.  DeLaney,  Traffic  Manager. 

Elmira,   N.  Y.,  Feb.  28,  1921. 

Iti'lVrrlnn  to  various  circulars  which  you  have  put  out  in  connec- 
tion with  reparation  in  overcharge  claims  which  must  be  filed  against 
thr  1'nited  States  Railroad  Administration  through  the  interstate 
Commerce  Commission  prior  to  March  1. 

In  connection  with  this  matter  would  state  that  the  writer  be- 
lu-vcs  that  the  straight  overcharge  part  of  this  ruling  of  the  Rail- 
load  Administration  cannot  legally  hold  in  view  of  the  fact  that 
nothing  in  the  transportation  law  in  any  way  restricts  the  carriers, 
at  ting  as  agents  for  the  United  States  Railroad  Administration,  from 

ing  undercharge  bills  against  the  shippers  or  consignees  on  ship- 
ments occurring  during  government  control.  As  a  matter  of  fact, 
the  writer  has  just  received  several  undercharge  bills  which  it  is 
Impossible  for  him  to  check  up  and  put  in  line  for  payment  for  sev- 
days.  these  bills  being  for  amounts  claimed  due  on  shipments 
during  federal  control.  In  your  opinion  would  the  writer  be  justified 
in  refusing  payment  of  these  bills  on  the  basis  that,  inasmuch  as  the 
fact  that  an  overcharge  claim  cannot  now  be  presented  against  the 
carriers  for  overcharge  occurring  during  government  control,  the 
carrier,  in  turn,  cannot  present  and  collect  a  bill  for  an  undercharge 
during  that  period?  In  other  words,  should  we  consider  governmen- 
tal acounts  as  being  closed?  This,  I  believe,  would  be  a  good  wedge 
for  your  executive  committee  to  use  in  forcing  the  government  to  open 
up  its  accounts  for  overcharge  claims  accruing  under  federal  control, 
for  a  period  longer  than  provided  for  in  the  transportation  act.  It  is 
the  writer's  impression  that  the  average  shipper  did  not  understand 
until  within  the  last  few  weeks  that  these  claims  should  be  presented 
against  the  Director  General  through  the  Commission  by  March  1, 
which  was  not  sufficient  time  to  get  all  of  the  data  together  and  place 
the  claims  in  the  proper  channels  to  prevent  them  being  outlawed. 

I  would  appreciate  an  expression  from  you  and  am  taking  the  lib- 
erty of  sending  a  carbon  copy  of  this  letter  to  The  Traffic  World, 
asking  that  they  print  same  in  order  that  an  expression  may  be  ob- 
tained from  other  interested  shippers  and  consignees  along  these  lines. 
The  writer  personally  believes  that  he  has  succeeded  in  placing  with 
the  Commission  all  overcharge  claims  which  may  be  open  on  business 
he  is  interested  in  hut,  at  the  same  time,  believes  that  this  thought 
might  be  of  benefit  to  some  others  who  perhaps  were  unable  to  do  so. 


FEDERAL  WIRE  OPERATION 

The  Traffic  World   Washington  Bureau 

President  Wilson  has  transmitted  to  Congress  the  final  re- 
port of  Postmaster-General  Burleson  on  federal  operation  of  the 
telegraph  and  telephone  systems  and  of  the  use  of  the  appropria- 
tion of  $14,000,000  made  by  Congress  for  meeting  the  deficit  in- 
curred by  the  government.  Mr.  Burleson's  report  follows: 

"Under  date  of  October  31,  1919,  a  preliminary  report  cov- 
ering the  supervision,  possession,  control  and  operation  of  the 
telephone,  telegraph  and  cable  systems  during  the  period  of  fed- 
eral control,  from  August  1,  1918,  to  July  31,  1919,  was  submitted 
(S.  Doc.  No.  152,  66th  Cong.,  1st  sess.).  This  report  cov- 
ered the  operating  problems  encountered,  the  administrative 
policy  adopted,  and  the  results  attained  from  the  operation  of 
the  properties,  so  far  as  was  possible  at  that  time.  This  pre- 
liminary report  also  contained  an  estimate  of  the  financial  re- 
sults of  such  operation  by  the  government. 

"Subsequently  thereto  a  revised  estimate  was  made  based 
upon  later  and  more  complete  data,  and,  under  date  of  May  1, 
920,  a  request  was  made  on  the  Congress,  through  the  Secretary 
of  the  Treasury,  for  an  appropriation  to  cover  the  deficit  result- 
ing from  federal  operations,  estimated  at  that  timt  to  be  $14,- 
&05.565.84  (H.  Doc.  No.  753,  66th  Cong.,  2d  sess.).  An  appro- 
priation of  $14,000,000,  or  as  much  thereof  as  would  be  neces- 
sary to  cover  the  deficit,  was  made  by  the  Congress  in  the  third 
deficiency  act  of  1919. 

"Immediately  this  appropriation  became  available,  settle- 
ment with  the  various  companies  was  begun  and  the  amounts 
due  were  paid  as  rapidly  as  possible  The  auditing  of  the  ac- 
counts of  the  companies  claiming  compensation  was  diligently 
prosecuted,  and  as  soon  as  an  agreement  was  reached  with  each 
company  upon  the  basis  of  the  audited  figures  as  to  the  amount 
which  would  constitute  just  compensation,  the  amount  due  was 


<.,  tided  to  the  Auditor  for  the  Pool  Office  Department  and  by 
him  in  turn  to  the  Treasurer  of  the  United  State*,  by  whom  the 
companies  were  paid.  This  work  continued  until  December  31. 
1920,  at  which  date  settlement  had  been  made  with  all  the  tele- 
phone and  telegraph  companies  except  a  very  few  of  the  smaller 
companies.  Out  of  the  1,152  companies  mentioned  In  my  report 
of  October  31,  1919,  as  companies  for  which  the  government 
assumed  some  degree  of  operating  responsibility  on  account  of 
federal  control,  but  six  companies  have  refused  .o  accept  the 
offers  of  compensation  finally  made  to  them.  Awards  of  com- 
pensation have  been  made  to  each  of  these  companies.  At  this 
date  there  are  outstanding  awards  of  compensation  aggregating 
$3,298.62  due  six  companies,  and  to  whom  payments  will  be 
made  as  the  companies  Indicate  their  acceptance. 

"The  companies  having  been  paid  the  amounts  due  them 
under  the  agreements,  awards  having  been  fixed  as  to  the  re- 
maining six  companies,  and  the  amounts  due  the  government 
having  been  collected  or  definitely  ascertained,  settlement  figures 
are  now  available. 

"No  specific  appropriation  was  made  to  cover  the  adminis- 
trative expense  of  operating  the  telegraph  and  telephone  sys- 
tems. On  October  8,  1918,  the  President  allotted  $10,000  from 
the  National  Security  and  Defense  fund  for  that  purpose,  and 
certain  operating  revenues  amounting  to  $200,000  were  placed 
with  the  disbursing  clerk  of  the  Post  Office  Department  subject 
to  the  order  of  the  Postmaster-General  to  meet  the  current  ex- 
penses of  the  wire  administration.  Of  these  amounts  the  entire 
$10,000  was  expended,  and  $166,586.96  of  these  operating  funds 
have  been  expended  to  date,  leaving  $33,613.04  which  Is  ac- 
counted for  as  cash  now  on  hand. 

"The  federal  net  earnings  during  the  period  were  $76,804,- 
263.23,  and  the  amount  paid  or  awarded  the  companies  as  com- 
pensation and  interest  on  deferred  payments  was  $89,724,394.05, 
which,  with  the  administrative  expense  of  $176,386.96,  resulted 
in  a  federal  deficit  of  $13,096,517.78. 

"Statements  covering  the  results  of  the  operation  of  the 
wire  systems,  the  compensation  paid  the  owners  of  the  proper- 
ties, and  disbursement  of  the  appropriation  of  $14,000,000  made 
by  Congress  to  cover  the  deficit  growing  out  of  control  and 
operation  of  the  wires,  are  attached  hereto. 

"The  compensation  accounts  of  all  companies  have  been 
finally  audited  and  closed  and  settlements  effected  with  all  save 
a  few  small  companies  (involving  less  than  $85,000).  These 
cases  are  in  process  of  settlement,  which  it  is  believed  will  be 
finally  consummated  to  the  satisfaction  of  all  parties  in  interest. 
No  suit  has  been  filed  by  any  company  against  the  government 
or  the  Postmaster-General,  growing  out  of  the  fixing  of  the 
compensation  allowed  during  the  period  of  government  control 
and  operation,  and  no  suits  have  been  filed  by  the  government 
or  Postmaster-General  against  any  company  growing  out  of 
action  taken  in  fixing  such  compensation  save  in  one  case.  The 
one  exception  is  the  case  of  the  Mackay  companies  operating 
in  the  name  of  the  Postal  Telegraph  Company,  and  suit  has  been 
filed  by  the  government  against  this  company,  which  is  now 
pending  in  the  southern  district  of  New  York,  for  the  recovery 
of  the  amount  due  from  said  company  to  the  government,  which 
amount  accrued  and  became  due  and  owing  the  government 
during  the  period  of  its  control  and  operation. 

"All  properties  of  all  wire  companies  taken  over  and  oper- 
ated by  the  government  during  the  period  of  its  control  have 
been  returned  to  their  respective  owners  and,  with  the  one 
exception  above  noted,  there  has  been  action  taken  either  by 
officers  of  said  companies  or  by  the  national  organizations  of 
said  companies  indicating  complete  satisfaction  with  the  man- 
agement of  said  properties  during  government  control,  and  ex- 
pressing gratification  that  their  respective  properties  as  going 
concerns  have  been  returned  to  them  with  their  values  unim- 
paired. 

"No  action  has  been  taken  in  the  matter  of  fixing  com- 
pensation for  the  operation  of  cable  companies,  as  there  was  a 
question  of  legal  power  raised  within  the  Wire  Control  Board 
as  to  whether  under  the  terms  of  the  joint  resolution  the  reve- 
nues arising  from  operation  of  said  companies  at  the  foreign  end 
of  such  cables  could  be  embraced  within  the  scope  of  the 
Postmaster-General's  authority,  so  the  net  revenues  of  such  com- 
panies accruing  during  the  period  of  government  operation  is 
awarded  to  the  respective  companies  as  their  full  compensation 
for  the  period  of  government  control." 


ABANDONMENT   OF    LINE   AUTHORIZED 

Abandonment  by  the  Atchison,  Topeka  &  Santa  Fe  and  the 
California,  Arizona  &  Santa  Fe  of  15.18  miles  of  branch  line  in 
San  Bernardino,  Calif.,  has  been  authorized  by  the  Commission 
by  an  order  in  Finance  Docket  No.  1124.  The  branch,  which  is 
owned  by  the  C.  A.  &  S.  F.  and  leased  by  the  A.  T.  &  S.  F.. 
extends  from  milepost  30,  about  one-half  mile  north  of  Barnwell 
station,  to  Ivanpah.  Continued  operation  of  the  branch  at  a 
loss,  because  of  lack  of  traffic,  is  not  necessary  or  justifiable, 
the  Commission  said. 
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ASSIGNED  CAR  RULE 


The  Tragic   World   Washington  Bureau 

The  Indiana  Coal  Trade  Bureau,  the  Knox  County  Coal  Op- 
erators' Association  and  the  Southern  Indiana  Coal  Bureau,  by 
Jonas  Waffle,  their  traffic  manager,  have  asked  the  Commission 
to  cancel  Service  Order  No.  18,  establishing  the  assigned  car 
rule  to  cover  the  cars  sent  to  mines,  the  output  of  which  n 
being  used  for  railroad  fuel,  on  the  ground  that  there  is  not 
now  such  an  emergency  as  authorizes  the  Commission  to  make 
any  rule  exempting  any  railroad  from  the  operation  of  para- 
graph 12  of  the  first  section  of  the  interstate  commerce  law. 
They  argue  that  there  has  been  no  emergency  since  September 
28 

The  substantive  sections  of  the  application  of  the  Indiana 
operators  in  respect  of  that  service  order  are  as  follows: 

"Your  petitioners  further  represent  that  said  Service  Order 
No.  18  was  issued  by  the  Interstate  Commerce  Commission  un- 
der section  1,  paragraph  15,  of  the  interstate  commerce  act, 
which  authorizes  the  Commission,  in  times  of  shortage  of  equip- 
ment, congestion  of  traffic,  or  other  emergency  requiring  imme- 
diate action,  to  suspend  the  operation  of  any  or  all  rules,  regu- 
lations or  practices  established  by  the  carriers  with  respect  to 
the  distribution  of  cars,  etc.,  and  that  said  emergency  order  was 
to  remain  in  effect  until  the  further  order  of  the  Commission. 

"Your  petitioners  further  represent  that  the  emergency  ex- 
isting on  and  prior  to  September  28,  1920,  with  reference  to  the 
shortage  of  equipment  and  congestion  of  traffic,  has  long  since 
ceased,  and  that  the  existence  of  emergency  conditions  which 
would  authorize  or  justify  an  order  of  this  Commission  per- 
mitting carriers  to  waive  rules  and  regulations  governing  the 
distribution  of  coal  cars  made  in  compliance  with  section  1  of 
the  interstate  commerce  act  is  no  longer  present,  and  that 
said  Service  Order  No.  18  should  therefore  be  rescinded. 

"Your  petitioners  further  represent  that  any  order  of  the 
Interstate  Commerce  Commission  permitting  carriers  under  the 
present  conditions  to  fail  to  count  cars  placed  at  mines  for 
loading,  against  their  distributive  share,  is  unjust,  unreasonable 
and  results  in  unduly  preferential  car  service  being  rendered 
to  certain  shippers  and  in  direct  violation  of  section  1,  para- 
graph 12,  of  said  interstate  commerce  act. 

"Your  petitioners  further  represent  that  it  is  of  the  utmost 
importance  to  members  of  their  associations  that  said  members 
be  fully  advised  concerning  the  rules  and  regulations  governing 
the  distribution  of  coal  cars  that  will  be  in  effect  during  the 
coming  coal  year,  which  commences  April  1,  1921,  and  that 
with  the  present  emergency  order  still  in  effect  it  leaves  the 
question  of  application  of  rules  and  regulations  governing  the 
distribution  of  coal  cars  uncertain  and  contrary  to  the  act  to 
regulate  commerce." 

HEARING  ON  I.  AND  S.  1263 

The  Traffic   World   Washington  Bureau 

An  additional  hearing  was  had  at  Washington  February  25 
on  I.  and  S.  No.  1263,  to  which  the  Commission  has  given  the 
title,  "Substitution  of  35  Per  Cent  for  33  %  Per  Cent  in  Class 
and  Commodity  Rates  Between  Eastern  and  Southern  Groups 
and  the  Southwest."  Some  shippers  and  some  carrier  traffic 
men  are  inclined  to  call  it  the  delirium  case.  In  it  the  Com- 
mission suspended  Speiden  and  Leland  tariffs  because  they 
seemed  to  disregard  the  rule  that  interterritorial  rates  should 
be  increased  33%  per  cent  and  the  substitution  of  35  per  cent 
as  the  figure  by  which  the  advance  was  to  be  made.  Since  the 
suspension  the  Commission  has  vacated  its  order  as  to  long  lists 
of  items  contained  in  the  suspended  supplements  because  the 
explanation  given  by  the  tariff  publishing  agents  has  satisfied 
the  Commission  that  they  did  the  best  that  human  beings  could 
do  under  the  terms  of  its  instructions  in  Ex  Parte  No.  74. 

Rates  in  which  packers  and  manufacturers  of  iron  and  steel 
articles  were  interested  came  on  for  review  at  the  additional 
hearing  on  February  25,  before  Examiner  Money.  W.  W. 
Manker,  of  Armour  &  Co.,  was  on  the  stand  for  the  packers 
and  F.  A.  Leland  appeared  in  defense  of  the  tariffs  made  by 
himself  and  other  tariff  publishing  agents.  Some  of  the  exhibits 
offered  by  Manker,  it  was  developed,  contained  statements  about 
items  that  the  Commission,  in  vacating  some  of  its  suspension 
orders,  had  already  decided  were  in  consonance  with  its  views. 

As  to  rates  on  iron  and  steel  articles,  the  phase  that  was 

brought  forward  was   that  of  rates   into  Texas  and   Oklahoma 

from  the  Birmingham  district.     Rates  on  iron  and  steel  articles 

from 'that  district,  to  the  southwest,  for  many  years,  according 

to  Iceland's  explanation,  have  been  the  same  as  rates  from  St. 

JxmiB  to  the  southwest.     D.  F.  Clark,  for  the  Central  Foundry 

Company,  objected  to  the  fact  that  Leland,  in   supplement  28 

to  Southwestern  Lines'  15-J,  brought  the  rate  on  pipe,  wrought 

and  cast,  up  to  67.5,  or  one  cent  more  than  it  would  be  had 

e  used  the  rule  to  Increase  the  interterritorial  rate  only  33'/3 

cent.     Mr.    Clark    thought   that   if   there   was   objection   to 

ving  two  bases  from   St.   Louis   to  the   southwest    were   the 

|r  of  the  Commission  to  be  followed  literally,  the  objection 
might  be  met  by  publishing  66.5  cents  as  a  specific 


"That  would  give  you  an  advantage  over  what  you  had 
prior  to  Ex  Parte  No.  74,"  said  Leland.  The  latter  went  on  to 
explain  that  years  ago,  when  the  state  of  Texas  operated 
a  government  pipe  foundry,  the  Texas  commission  made  a 
blanket  rate  from  Rusk,  Tex.,  to  all  points  in  the  .state  of  19 
cents  as  the  maximum.  That  action  created  a  commotion  in 
the  pipe  market.  When  it  was  over  the  Birmingham  district 
was  given  the  same  rate  on  iron  and  steel  articles  as  St.  Louis. 
All  other  commodities  from  the  Nashville  rate  group,  of  which 
Birmingham  is  a  part,  paid  rates  to  the  southwest  higher  than 
St.  Louis. 

In  Ex  Parte  No.  74  the  Commission  not  only  said  that  inter- 
territorial rates  might  be  increased  33y3  per  cent,  but  that  rela- 
tionships should  be  restored.  It  also  said  that  the  rates  in 
western  territory  might  be  increased  35  per  cent.  Inasmuch 
as  St.  Louis  is  in  the  western  district,  the  rate  on  iron  and 
steel  articles  from  St.  Louis  to  Texas  went  up  35  per  cent.  The 
50-cent  rate  on  iron  and  steel  articles  from  St.  Louis  thereupon 
became  67.5  cents.  But,  by  applying  the  33%  per  cent  rule  to 
the  rate  from  Birmingham  to  Texas,  the  rate  from  the  more 
distant,  point  would  have  become  only  66.5  cents,  or  one  cent 
less  than  St.  Louis,  the  nearer  point. 

The  Commission,  in  Ex  Parte  No.  74,  also  said  that,  within 
a  definite  time,  the  special  percentage  supplements  should  be 
displaced  by  supplements  naming  rates  in  specific  figures.  In 
a  fourth  section  order  of  general  application,  it  also  required 
all  fourth  section  departures  in  the  Mississippi  Valley  to  be 
removed  on  or  before  March  1. 

"When  we  came  to  publish  the  supplements  the  question 
to  be  answered  by  us,"  said  Mr.  Leland,  "was  whether  we  would 
violate  the  fourth  section  order  by  creating  departures  that  had 
not  theretofore  existed  or  to  make  the  33%  per  cent  and  restora- 
tion of  relationships  parts  of  the  order  work  together.  We  de- 
cided to  do  the  latter. 

"We  increased  the  base  rate  by  35  per  cent,  because  it  lies 
in  western  territory  and  then  restored  the  relationship  by  say- 
ing that  the  rate  from  the  Birmingham  district  should  be,  as  in 
the  past,  the  same  as  the  rate  from  St.  Louis,  and  the  Commis- 
sion, in  a  letter  written  by  Director  Hardie,  has  ruled  that  that 
is  proper." 

RULES  FOR  OPERATING  STATISTICS 

The  Traffic  World  Washington  Bureau 

The  Commission  has  issued  "Rules  Relative  to  Operating 
Statistics  of  Large  Steam  Railways,"  effective  January  1,  1921. 
M.  0.  Lorenz,  director  of  the  bureau  of  statistics,  issued  the 
following  explanatory  statement  to  carriers: 

"The  annexed  rules  in  Schedule  A  relative  to  operating 
statistics  are  intended  to  continue,  with  some  modifications,  the 
compilation  and  report  by  Class  I  carriers,  except  switching  and 
terminal  companies,  of  the  basal  operating  statistics  reportable 
to  the  Commission  in  special  monthly  and  annual  forms  pertain- 
ing to  the  year  1920.  It  may  be  noted  that  the  principal  changes 
involved  in  the  present  issue  of  the  rules  relative  to  operating 
statistics  are,  briefly:  (1)  The  requirement  of  gross  ton  miles 
of  locomotives  and  tenders  in  connection  with  certain  items; 
(2)  the  addition  of  a  statement  of  the  average  number  of  service- 
able and  of  unserviceable  locomotives  by  classes  of  service;  (3) 
the  omission  of  rating  ton-miles  and  of  locomotive-hours;  (4) 
the  requirement  of  direction  of  movement  for  freight-train  car- 
miles  only;  (5)  the  requirement  of  monthly  and  cumulative 
figures  for  like  items  in  the  same  forms  without  a  separate  state- 
ment of  annual  figures  other  than  those  appearing  in  the  regular 
annual  reports  of  the  carriers." 


CLAYTON    ACT    AMENDMENT 

The    bill    providing   for    modification    of   section    10    of   the! 
Clayton  act  was  passed  over  in  the  Senate,  February  21,  when 
it  was  reached  on  the  calendar,  on  the  request  of  Senator  Kel- 
logg of  Minnesota. 

Senator  Knox  of  Pennsylvania  has  submitted  a  bill  which! 
he  said  he  would  offer  as  an  amendment  to  the  bill  modifying 
section   10   of  the   Clayton   act.     The   proposed   amendment   pro 
vides  for  exemption  from  the  provisions  of  the  proposed   sub-j 
stitute  for  section  10  of  dealings  between  a  common  carrier  andj 
another  corporation,  the  ownership  of  which  is  substantially  theji 
same  as  that  of  the  common  carrier. 


LOAN   TO   WESTERN    MARYLAND 

The  Commission  has  approved  a  loan  to  Western  Maryland! 
Railway  Company  of  $1,500,000  to  aid  the  carrier  in   providing] 
itself  with  freight  locomotives  at  a  total  estimated  cost  of  $3,000,- 
000.    The  carrier  itself  is  required  to  finance  $1.500,000  to  meefl| 
the  loan  of  the  government. 


CHANGE    IN   DOCKET 

Hearing  in  12017,  St.  L.-S.  F.  Ry  vs.  East  St.  Louis  .t  Subur! 
ban  et  al.,  assigned  for  March  1  at  St.  Louis,  was  cancelled. 
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CERTIFICATE  OF  EXTENSION 

Tht  Traffic  World  Washington  Bureau 

A  certificate  authorizing  the  Interstate  Railroad  Company  to 
r\i  rail  Its  line  from  Norton,  Wise  county,  Va.,  to  a  connection 

i  the  Carolina,  Clinchfleld  &  Ohio  at  a  point  9  miles  west 
df  St.  Paul,  in  Scott  county,  Va.,  a  total  distance  of  about  25 
miles,  has  been  issued  by  the  Commission  in  Finance  Docket 
N.I.  ;ig. 

Permission,  however,  was  denied  i'or  the  construction  of  a 
branch  line  from  St.  Paul  in  Scott  county,  a  distance  of  15  miles 
from  Coeburn  up  a  stream  called  Tom's  Creek,  the  Commission 
holding  that  no  case  had  been  made  showing  the  necessity  for  an 
additional  line  up  that  creek,  the  Norfolk  &  Southern  having  a 
linuicii  there  serving  coal  mines  which  would  be  served  by  the 
proposed  branch. 

The  Interstate  owns  and  operates  about  16  miles  of  main 
line  between  Norton  and  Appalachia,  Va.,  with  approximately  32 
miles  of  branch  lines,  the  whole  serving  22  coal  mines  and  eight 
coking  plants,  the  Commission  said.  The  capital  stock  of  the 
carrier  is  owned  by  the  Virginia  Coal  &  Iron  Co.,  which  owns 
about  90,000  acres  of  coal  and  timber  lands  tributary  to  the 
applicant's  lines. 

The  main  line  of  the  Interstate  parallels  the  L.  &  N.  between 
Norton  and  Appalachia,  and  the  proposed  extensions  would 
parallel  the  Norfolk  &  Western  as  far  west  as  Coeburn,  as  well 
as  a  branch  of  the  Norfolk  extending  up  Tom's  Creek.  The  ap- 
plicant connects  at  Appalachia  with  the  Southern  and  the  L.  ft  N., 
but  none  of  the  trunk  lines  serve  the  mines  located  on  the  Inter- 
state lines. 

Considering  only  the  25-mile  branch,  for  which  authority  to 
construct  is  given,  the  Commission  said  the  purpose  was  to  pro- 

POSITIONS  WANTED  OR  OPEJT 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
•  nd  THE  TRAFFIC  WORLD  is  the  logical  medium  for  getting  U* 
men  and  the  positions  in  touch  with  each  other.  The  rates  for 
classified  advertisements  ars  as  follows:  First  Insertion,  J1.60  pw 
line:  minimum  charge,  $3.00:  succeeding  Insertions,  per  line,  BOc:  1C 
words  to  the  line;  numbers  and  abbreviations  counted  a«  words; 
I  point  type;  payable  in  advance.  Answers  to  keyed  advertisement* 
forwarded  free  and  all  correspondence  held  In  strict  confidence.  Tb« 
TRAFFIC  WORLD.  418  South  Market  Street.  Chicago,  HI. 

'POSITION  WANTED — By  accurate  accountant  and  traffic  man. 
Eighteen  years'  schooling:  ten  railroad;  rating,  claims,  per  diem,  dis- 
bursements, statistics,  co-operation  and  always  studying.  Now  taking 
traffic  course;  high  record.  "Grade  1"  rating  by  Interstate  Commerce 
Commission.  Location  immaterial.  Let  me  give  you  detail,  refer- 
ences. Address  CAR-7,  Traffic  World,  Chicago. 

WANTED — Traffic  Manager  for  an  active  and  progressive  Cham- 
ber of  Commerce  in  city  of  30,000  and  destined  to  double  its  popula- 
tion in  next  five  years.  We  require  man  able  to  handle  cases  before 
commissions,  who  has  made  a  study  of  and  has  had  experience  in 
rate  construction  and  technique — one  capable  of  digesting  railroad 
tariffs,  with  ability  to  give  our  chamber  members  and  citizens  rates 
and  correct  routings  on  C.  L.  and  L.  C.  L.  shipments,  to  prosecute 
claims,  trace  shipments,  etc.  For  a  thoroughly  capable,  energetic  and 
progressive  man  we  are  willing  to  pay  salary  commensurate  with 
services  rendered.  Address  H.  D.  B.,  Traffic  World,  Chicago. 

POSITION  WANTED — By  man  who  has  had  20  years'  railroad 
experience,  2  years  as  superintendent.  3  years  as  auditor,  2  years  as 
traffic  manager.  Would  like  to  line  up  with  some  short  line  railroad 
or  industrial  plant.  Executive  ability  Al:  can  handle  men;  references 
first  class.  Address  "M.  F.  V.,"  Traffic  World,  Chicago,  111. 

POSITION  WANTED— Traffic  executive  holding  important  rall- 
way  position  qualified  as  examiner  Interstate  Commerce  Commission 
seeks  wider  field.  Address  R.  E.  E.  301,  care  Traffic  World,  Chi- 
cago. 111. 


•WANTED, 
"CAR-7"  above. 


ATTENTION — General      Manager:        Please      read 


Eagle  "Mikado"  A 


Pencil  No.174 

Made  in  Fire  Grade! 


Regular  Length,  7  Inche* 
Conceded  lo  be  the  Finest  Pencil  made  lor  general  use.  For  Sale  at  lour  Dealer 

EAGLE  PENCIL  COMPANY,  NEW  YORK 


vide  an  outlet  for  the  truffle  from  applicant's  rails  to  the  Carolina, 
Clinchfleld  ft  Ohio. 

"The  applicant  points  out,  flrst,  that  the  connection  with  the 
Clinchfleld  would  give  the  mines  in  question  better  access  to 
markets  In  the  south  as  well  as  a  route  to  the  central  west  and 
Great  Lakes  regions  which  can  not  now  be  entered  by  the  product 
of  these  mines  because  of  nearer  coal  Holds  enjoying  lower  rates," 
said  the  Commission.  "The  Southern  has  a  route  to  the  south, 
but  it  is  a  road  of  heavy  grades  and  sharp  curves  and  is  generally 
unsuited  to  the  movement  of  coal. 

"Secondly,  it  is  shown  that  the  exchange  facilities  at  the 
point  of  connection  at  Speer's  Ferry  are  not  adapted  to  the  trans- 
fer of  coal  from  the  Southern  to  the  Clinchfleld.  In  1920  the 
Clinchfleld  and  the  Southern  exchanged  an  average  of  144  cars 
a  day  at  that  point.  There  is  a  sharp  curve  and  a  tunnel  at  the 
point  of  interchange;  only  a  few  cars  can  be  handled  in  one 
movement,  and  the  cars  must  be  pushed  through  the  tunnel  ahead 
of  the  engine  to  a  siding;  for  making  up  the  train.  •  There  are  no 
facilities  for  turning  an  engine  at  that  point  and  the  physical 
situation  is  such  that  the  needed  changes  can  not  easily  be  made. 
The  facilities  are  inadequate  for  present  traffic,  to  say  nothing 


$£.000  A  YEAR 


\ 


FOR  EXPERT  TRAFFIC  MEN.  Many  concerns  now  pay  their  trafflo 
managers  $5.000  to  $10,000  a  year.  Yet  the  traffic  man  who  get*  this 
big  pay  must  actually  know  traffic  work.  You  can  quickly  become  a 
real  traffic  expert — stop  losses — earn  big  money  for  yourself.  Countless 
good  openings  for  trained  men, 

LEARN   AT    HOME— BOOK   FREE.     New  home  study  Actual  Pr»c- 
Method   will   quickly   make  you   a   Certified   Traffic   Manager.      You  can   very   soon 
Hfy   for    a    splendid    traffic    position.      Write   quick    for    big,    new,    Illustrated    book 
Bribing    this    wonderful    training    In    detail.      Write    today.       Address    AMERICAN 
ASSOCIATION,   Dept.    23-A,   4043   Drexel  Blvd.,   Chicago,   111. 


ROUTE  YOUR  CARGO  VIA 

MOBILE,  ALA. 

SHORT  LINE  EXPORT  OUTLET 
From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow* 
Belfast,  Dublin  and  Bristol  Channel  Ports 


We  Solicit  General  Cargo 


Waterman  Steamship  Corporation, 

Our  Service  Backed  by  18  Years'  Experience 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT   IN   WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whitefield  Sammi* 


Phone  Main  2210 


417  SOUTHERN  BUILDING 


J.  W.  ROBERTS,   Pre.iiUnt 


FRED  PETTIJOHN.  Vlce-Precident 


STANLEY  WOOD,  "     I  il   ij  Tlllailii 


THE    ROBERTS-PETTIJOHN-WOOD    CORPORATION 

ACCOUNTING    SERVICE 

PIIAR  ANTY    PFRIOn   returns  under  the  Transportation  Act,   1920,  and  the  statement  of  claims  against  the 
UVJtnACl  111  L,l\l\JU   un;tej  States  covering  the  period  of  Federal  Control  require  careful  preparation  if  the 


carrier  is  to  be  properly  reimbursed, 
preparation  of  such  claims. 


require  careful  preparation  .. 

We  have  available  a  corps  of  specialized  railroad  accountants,  experienced  in  the 
Mills  Building,  Washington.  D.  C.  Twenty  East  Jackson.  Chicago 
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of  probable  Increases.  The  proposed  route  would  avoid  the  line 
haul  over  the  Southern  and  would  permit  delivery  of  the  tram< 
to  the  Cllnchfleld  at  the  connection  near  St.  Paul,  where  more 
commodious  interchange  facilities  can  be  installed,  making  pos- 
sible a  two-line  instead  of  the  present  three-line  haul. 

"It  is  next  claimed  that  the  proposed  line  can  deliver  traffic 
to  the  Cllnchfleld  at  the  proposed  junction  in  larger  volume  and 
at  mneh  less  expense  than  is  possible  for  the  Norfolk  to  do  at 
St  Paul:  that  the  latter  has  steep  grades  and  sharp  curves,  as 
well  as  troublesome  tunnels  and  trestles,  between  St.  Paul  and 
Coeburn;  that  even  if  the  applicant  were  granted  trackage  rights 
over  the  Norfolk  between  those  points,  large  expenditures  would 
be  necessary  to  increase  the  capacity  of  the  line  and  prevent  con- 
gestion. The  connection  of  the  Norfolk  at  St.  Paul  is  described  as 
having  limited  capacity  and  as  being  incapable  of  expansion,  and 
it  is  said  that  congestion  at  the  yards  has  frequently  made  it 
necessary  to  set  out  cars  at  nearby  points.  The  applicant  asserts 
that  the  capacity  of  the  Norfolk  is  entirely  insufficient  to  handle 
business  that  will  originate  on  applicant's  lines,  and  that  the 
operating  cost  on  the  division  in  question,  as  shown  by  the  Nor- 
folk's record,  is  one  and  one-half  times  the  average  cost  for  the 
system. 

"It  is  stated  that  several  new  mines  in  the  region  now  served 
will  be  opened  if  the  proposed  extension  is  built,  but  not  other- 
wise, and  that  this  development  will  within  a  few  years  add  ap- 
proximately 2,000,000  tons  to  the  annual  output.  It  is  asserted 
that  with  this  increased  tonnage  moving  over  the  new  line  and 
that  of  the  Clinchfleld,  the  competing  lines  will  still  have  all 
the  traffic  they  can  handle.  It  is  pointed  out  that  the  coal  fields 
of  southwest  Virginia  are  developed  only 'to  about  32  per  cent 
of  their  extent,  and  that  the  region  has  some  2,125  acres  of  coal 
per  mile  of  railroad. 

"Applicant's  estimate  of  operating  results  on  the  new  line 
for  the  first  year  is  claimed  to  be  conservative,  showing  net 
revenues  of  $62,492,  on  an  operating  ratio  of  77  per  cent.  The 
cost  of  the  25  miles  of  main  line  is  estimated  at  $2,290,000.  Thus 
the  probable  return  for  the  first  year  would  be  about  1%  per  cent. 
Applicant  believes,  however,  that  a  much  larger  net  return  will 
be  received  in  later  years.  It  shows,  further,  that  the  expansion 
of  existing  facilities  to  the  extent  required  to  handle  the  traffic 
would  cost  approximately  one-half  as  much  as  the  proposed  exten- 
sion. Still  another  consideration  is  the  shortening  of  the  haul 
by  ten  miles  as  compared  with  the  present  haul. 

"Applicant's  contention  with  respect  to  its  ability  to  obtain 
better  grades  than  those  of  the  Norfolk  is  not  sustained  by  the 
record,  and  it  is  not  shown  that  there  will  be  any  material  differ- 
ence in  the  capacity  of  the  two  lines  between  Coeburn  and  the 
point  of  connection  with  the  Clinchfield." 


NEW  CONSTRUCTION  AUTHORIZED 

The  Traffic  World  Washington  Bureau 

A  certificate  authorizing  the  Wichita  Falls  &  Southern  Rail- 
road Company  to  construct  a  line  of  railroad  extending  from  New- 
castle to  Jimkurn,  Tex.,  has  been  issued  by  the  Commission. 
The  company  owns  and  operates  a  railroad  from  Wichita  Falls 
to  Newcastle,  Tex. 

The  application  of  the  company  asked  for  permission  to  ex- 
tend its  line  from  Newcastle  to  Breckenridge,  Tex.,  a  distance 
of  about  44  miles.  Construction  of  the  road  between  Jimkurn 
and  Breckenridge,  however,  was  opposed  by  the  Wichita  Falls, 
Ranger  &  Ft.  Worth  Railroad  Company  because  it  would  parallel 
its  line  between  those  points  and  the  application  was  modified 
so  that  permission  was  finally  asked  for  construction  only  to 
Jimkurn. 

Protests  also  were  filed  by  the  Eastland,  Wichita  Falls  & 
Gulf  Railway  Company,  the  Cisco  &  Northeastern  Railway  Com- 
pany, the  Texas  &  Pacific  Railway  Company  and  the  Gulf,  Texas 
&  Western  Railway  Company. 

"The  first  two  of  these  protestants,"  the  Commission  said, 
"reach  Breckenridge  from  the  south  and  desire  to  build  to  Gra- 
ham over  the  route  named  in  this  application,  but  have  not  made 
application  for  authority  to  do  so.     The  Texas  &  Pacific  Rail- 
way Company  contends  that  a  line  extending  north  from  Breck- 
enridge would  deprive  it  of  revenues  which  are  needed  for  its 
successful  operation.    The  Gulf,  Texas  &  Western  Railway  ex- 
tends from  Seymour,  in  Baylor  county,  through  Jacksboro,  and 
lence  south  to  Galesville.    At  Jacksboro  it  connects  with  the 
'nicago,  Rock  Island  &  Gulf  Railway,  which  has  a  branch  ex- 
tending to  Graham.    The  Gulf,  Texas  &  Western  Railway  crosses 
e  existing  line  of  the  Wichita  Falls  &  Southern  Railway  at 
aey  and  alleges  that  the  proposed  line  would  deprive  it  of  the 
iaul  by  the  present  circuitous  route  from  Graham  via  Jacksboro 
Olney  and  thence  to  Wichita  Falls.     No  proof  was  offered 
the  volume  of  traffic  which  would  thus  be  diverted.    None 
e  protestants  deny  that  there  is  a  definite  need  for  a  line 
railroad  between  Breckenridge  and  Newcastle. 

>  are  extensive  deposits  of  coal  in  the  vicinity  of  New- 
e  development  of  which  has  been  retarded,  according 

DronnRp!;  ?•*  th6  ^  °J  **  d'reCt  OUtIet  to  the  south.  w^h 
«ed  line  would  afford.    Between  Newcastle  and  Breck- 

'  territory  is  devoted  to  farming  and  stockraising 


which  industries  are  well  established,  and  to  the  production  of 
crude  oil,  which  is  a  more  recent  development,  but  which  is  said 
to  have  passed  the  prospecting  stage.  A  direct  route  to  Wichita 
Falls,  affording  an  outlet  for  the  shipment  of  crude  oil  and  the 
other  products,  to  Oklahoma  and  points  north,  is  greatly  desired, 
as  well  as  transportation  for  the  machinery  and  supplies  needed 
in  the  oil  business  in  the  territory  to  be  served.  Such  material 
is  now  trucked  from  Graham  or  Breckenridge  to  the  oil  fields, 
and  it  is  estimated  that  a  saving  of  more  than  $1,000,000  annually 
in  hauling  charges  alone  will  be  affected  by  the  operation  of  the 
proposed  line.  The  applicant  also  states  that  it  has  definite  as- 
surance of  a  large  volume  of  through  traffic  over  its  lines  from 
both  north  and  south. 

"A  thorough  review  of  the  situation  was  made  by  the  Rail- 
road Commission  of  Texas,  which  filed  a  strong  endorsement  of 
the  character  and  standing  of  the  promoters  and  an  urgent  rec- 
ommendation that  the  application  be  granted.  The  record  fully 
sustains  its  position  as  to  the  need  for  transportation  facilities 
in  the  territory  in  question,  and  while  there  is  some  doubt  as  to 
the  adequacy  of  the  prospective  return,  we  think  that  opportu- 
nity should  be  given  the  parties  interested  to  provide  themselves 
with  needed  railroad  facilities." 


GREAT  LAKES  PASSENGER  SERVICE 

The  Traffic  World  Washington  Bureau 

A  bill  (H.  R.  12396)  amending  the  seamen's  act  of  1915  so 
that  the  passenger  service  season  on  the  Great  Lakes  may  open 
on  May  1  instead  of  May  15,  and  may  close  on  October  15  in- 
stead of  September  15,  passed  in  the  House  February  7,  has  been 
favorably  reported  to  the  Senate  by  the  Senate  commerce  com- 
mittee and  it  is  on  the  Senate  calendar.  Unless  the  measure  is 
disposed  of  by  the  Senate  before  March  4  it  will  have  to  be  re- 
introduced  at  the  next  session  of  Congress. 

"Under  the  law  as  it  now  stands,"  said  Representative  Scott, 
of  Michigan,  who  sponsored  the  bill,  "the  passenger  boats  are 
only  allowed  credit  for  the  lifeboats  and  the  rafts  that  they 
carry.  In  other  words,  during  the  summer  they  are  compelled 
to  carry  life  rafts  and  boats  sufficient  to  accommodate  50  per 
cent  of  the  passengers.  Our  ships  run  3  miles  from  shore  and 
can  get  to  shore  in  15  minutes.  Before  May  15  and  after  Sep- 
tember 15  they  are  obliged  to  carry  lifeboats  and  rafts  sufficient 
to  accommodate  everybody  on  board.  That  is  humanly  im- 
possible if  the  ship  carries  passengers  above  50  per  cent  of  its 
actual  carrying  capacity  before  May  15  or  after  September  15. 

"Unless  we  get  the  permission  that  will  enable  passenger 
ships  to  carry  a  reasonable  number  of  passengers  from  May  1 
to  October  15,  our  people  will  not  be  able  to  travel  on  the  boats 
in  the  spring  or  fall.  The  operation  of  the  present  law  precludes 
the  people  who  live  in  northern  Michigan  from  traveling  on  the 
boats  that  run  up  there,  and  the  result  is  that  the  ships  that 
run  up  Lake  Huron  are  for  the  benefit  of  the  summer  tourists, 
and  we  who  live  there  are  penalized  because  we  live  in  Michigan." 

The  bill  amends  the  seamen's  act  so  that  the  requirements 
for  the  safety  of  passengers  applicable  from  May  15  to  Septem- 
ber 15  shall  be  extended  so  as  to  apply  between  May  1  and 
October  15. 


NEW  C.  &  A.   FREIGHT  HOUSES 

The  Chicago  &  Alton  Railroad  Company  announces  the  open- 
ing of  its  new  Chicago  freight  houses  for  the  handling  of  in- 
bound and  outbound  merchandise,  located  at  Nos.  343-355  W. 
Harrison  St.,  just  west  of  the  Chicago  River.  These  houses, 
erected  at  a  cost  of  $2,600,000,  are  fire-proof  in  construction  and 
equipped  with  up-to-date  facilities  for  the  handling  of  merchan- 
dise offered.  They  are  served  by  house  tracks  having  a  capacity 
of  125  cars.  They  are  likewise  served,  below  the  street  level, 
by  team  tracks  for  the  loading  and  unloading  of  carload  freight 
which  can  accommodate  150  cars  at  one  time  and  where  ample 
yard  team  space  is  available. 


COAL   ROAD   IN  ARKANSAS 

The  Montana  Railroad  has  applied  to  the  Commission  for  a 
certificate  of  public  convenience  and  necessity  authorizing  it  to 
operate  its  railroad,  completed  prior  to  March  1,  1920,  between 
Montana,  Ark.,  and  the  Johnston  &  King  Coal  Company's  mine, 
a  distance  of  14,600  feet  from  Montana.  The  line,  built  to  serve 
six  coal  mines,  has  never  been  put  in  operation,  the  applicant 
states,  and  the  coal  mines  demand  shipping  facilities. 

W.  VA.   NORTHERN    EXTENSION 

The  West  Virginia  Northern  Railroad  Company  has  applied 
to  the  Commission  for  a  certificate  of  public  convenience  and 
necessity  authorizing  it  to  acquire,  rehabilitate,  and  operate  an 
existing  branch  extension  of  its  railroad,  connected  with  its  main 
line  near  Tunnelton,  W.  Va.,  and  extending  to  the  coal  mine  of 
the  Atlantic  Coal  and  Coke  Company  in  Preston  county,  West 
Va.,  now  known  as  the  Atlantic  branch,  and  to  operate,  or  engage 
in  transportation  over  a  privately  owned  extension  of  the  above 
named  Atlantic  branch  now  under  construction  in  Preston 
county. 
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PORT  OF  NEW  ORLEANS,  U.  S.  A. 

GENERAL  STORAGE,  DISTRIBUTING,  RECONSIGNING 

Forwarding  Department  for  handling  EXPORT  (k  IMPORT  Shipments 
Traffic  Department  to  Co-operate  in  Freight  Distribution 


For  "SERVICE"  write  or  wire 


PUBLIC  &  U.  S.  GOVERNMENT  BONDED  WAREHOUSES 


APPALACHIAN  CORPORATION  (Inc.  of  Louisiana) 

LOUIS  B.  MAGID.  President 
South  Peters,  Thalia,  South  Front  and  Erato  Streets 


Do    Decreased    Freight  Shipping  Costs  Interest  You? 

Then  watch  for  our  half  page  announcement  next  week,  or — if  you  can't  wait — apply  to 

TRANS-CONTINENTAL  FREIGHT  COMPANY 

Export  and  Domestic  Freight  Forwarders 
General  Offices:  203  Dearborn  St.,  Chicago  Wool  worth  BIdg.,  New  York 

Old  South  BIdg.,  Boston    Drexel  BIdg.,  Philadelphia  Hippodrome  Bldg.,  Cleveland  Van  Nuys  Bldg.,  Los  Angeles      13th  and  Kearney  Sts.,'  Portland  Ore. 

Ellicott  Square,  Buffalo      Union  Trust  Bldg.,  Cincinnati     Monadnock  Bldg.,  San  Francisco      Alaska  Bldg.,  Seattle  Write  tki  Nearest  Office 


From  Morning 

Till  Night        

You'll  find  every  member  of  our  big  organiza- 
tion keenly  alert  and  "on  his  toes."  Your  satis- 
faction is  always  kept  in  mind.  Your  order  for 

SHIPPING  TAGS 

when  placed  with  the  Campbell  Paper  Box  Co. 
receives  both  prompt  and  personal  attention. 

CAMPBELL   PAPER    BOX    CO. 

South  Bend,  Indiana 

Folding  Boxes — Caskets — Shipping  Tags 


OAK  TIES  FOR  SALE 

6x8— 8-ft.  First  Class  Oak  Ties 

Can  furnish  any  quantity  for 
immediate  shipment.  Three 
mills  cutting  the  year  around. 
Also  switch  ties  to  order. 

L.  E.  PEARSON,       Edwardsburg,  Mich. 


MA  R_TMA.N'S 


Issued  for  the  benefit  of  shippers  who 
want  to  know  their  Freight  Rates  with- 
out the  high  cost  of  maintaining  a  file 
of  Railroad  tariffs. 

Service  that  has  satisfied  the  most 
exacting,  for  over  Eleven  Years. 

The  only  Publication  of  Freight  Rates 
that  covers  both  Class  and  Commodity 
Rates  and  makes  reference  to  the  tariffs 
from  which  the  information  is  taken. 

A  convenient  record  of  rates  issued  in 
loose  leaf  form  and  served  with  a  monthly 
distribution  of  revised  pages  covering 
changes. 

This  service  can  be  placed  in  your 
traffic  or  shipping  department  at  a  sub- 
scription cost  of  $24.00  per  year. 


LET    US  SEND  YOU  SAMPLE  PAGES. 


W.  J.  HARTMAN,   PUBLISHER 

732  FEDERAL  ST..  CHICAGO.  U.  S.  A. 


TRAFFIC    MANAGERS 

The    I.   C.   C.   Special    Permission  No.  5084D,   August  5,   1920,   Gives    the  Transportation 
Companies  Eighteen  Months  (16%$%  to  be  Issued  Every  3  Months)  to   Publish  Their  Tariffs. 

We  are  publishers  of  the  following  Standard  Loose  Leaf  All-Rail  Freight  Rate  Guides 

United  States  Edition 


EASTERN  EDITION  from 
New  York,  Philadelphia,  Boston  and  New  England 


CANADA  EDITION  from 
Montreal,  Toronto,  Hamilton  and  London 

,  INC.,  RocHos-tor,  N.  Y. 

Traffic  and  Railroad  Men  wanted  to  sett  these  Editions  in  all  cities,  on  spare  time.     Liberal  commission  paid. 
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HEAVY  CAR  LOADING 


The   Traffic   World    Washington  Bureau 

The  heaviest  loading  per  car  yet  attained  by  the  railroads 
was  reached  by  class  1  roads  in  the  month  of  December,  1920, 
when  the  average  number  of  tons  per  car  was  31.2  tons,  accord 
inK  to  compilations  made  by  the  Bureau  of  Railway  Economics 
from  reports  to  the  Commission.  This  was  an  increase  of  8% 
tons  over  the  average  for  December,  1919,  and  in  excess  of  t 
record  made  in  November,  1920,  when  the  average  was  30.5  tons 

^  ctass  1  roads  produced  34,722,365,000  net  ton-miles  in  De- 
cember a  decrease  of  2,736,259,000  net  ton-miles,  as  compared 
with  November,  but  an  Increase  of  3.3  per  cent  over  December, 
1919.  The  car  miles  per  car  day  amounted  to  24.8.  The  per- 
centage of  unserviceable  cars  was  7.9. 

CAR  SURPLUS  AND  SHORTAGE 

The  Traffic  World  Washington  Bureau 

The  average  of  surplus  cars  for  the  week  ending  February 
23  was  423,193,  an  increase  of  30,643  cars  over  the  preceding 
week,  while  the  shortage  dropped  to  441  cars,  according  to  the 
weekly  report  of  the  car  service  division  of  the  American  Rail- 
way Association. 

The  surplus  was  made  up  of  the  following  classes  of  equip- 
ment: Box,  183,017;  ventilated  box,  1,861;  auto  and  furniture, 
11573;  flat,  13,808;  gondolas,  122,918;  hopper,  49,708;  all  coal 
(hopper  and  gondola),  172,626;  coke,  9,309;  S.  D.  stock,  18,970; 
D.  D.  stock,  1,345;  refrigerator,  7,329;  tank,  2,634;  miscellaneous, 
721. 

The  shortage  was  made  up  of  the  following  classes  of  equip- 
ment: Box,  168;  auto  and  furniture,  1;  flat,  10;  gondola,  37;  hop- 
per, 34;  S.  D.  stock,  49;  D.  D|  stock,  18,  and  refrigerator,  124. 

The  surplus  of  freight  cars  increased  to  392,550  cars  in  the 
week  ending  February  15,  as  compared  with  358,065  in  the  preced- 
ing week,  according  to  the  weekly  report  of  the  car  service  di- 
vision of  the  American  Railway  Association.  The  shortage  was 
888  cars  as  against  692  in  the  preceding  week. 

By  classes  of  equipment  the  surplus  was  as  follows:  Box, 
179,159;  ventilated  box,  1,916;  auto  and  furniture,  10,354;  flat, 
13,383;  gondola,  109,682;  hopper,  42,312;  all  coal  (gondola  and 
hopper),  151,994;  coke,  7,521;  S.  D.  stock,  17,675;  D.  D.  stock, 
1,485;  refrigerator,  7,128;  tank,  122;  miscellaneous,  1,813. 

The  shortage  was  made  up  as  follows:  Box,  72;  ventilated 
box,  2;  flat,  52;  gondola,  37;  hopper,  35;  all  coal  (gondola  and 
hopper),  72;  S.  D.  stock,  22;  D.  D.  stock,  70;  refrigerator,  98. 

LOADING  OF  REVENUE  FREIGHT 

The  Traffic  World  Washington  Bureau 

The  number  of  cars  of  revenue  freight  loaded  in  the  week 
ending  February  19,  was  695,506  as  compared  with  681,627  the 
preceding  week.  In  the  corresponding  week  of  1920  the  number 
was  772,102  and  in  the  corresponding  week  in  1919,  700,913.  As 
compared  with  1920,  decreases  were  shown  in  the  loading  of  all 
commodities  with  the  exception  of  merchandise,  L.  C.  L. 

The  loading  by  districts  for  the  week  ending  February  19,  as 
compared  with  the  corresponding  week  of  1920,  was  as  follows: 

Eastern  district:  Grain  and  grain  products  5,333  and  4,567; 
live  stock,  2,908  and  2,919;  coal,  41,710  and  44,935;  coke,  976  and 
3,739;  forest  products,  8,633  and  4,546;  ore,  645  and  1,661;  mer- 
chandise, L.  C.  L.,  47,892  and  27,521;  miscellaneous,  56,118  and 
74,517;  total,  1921,  164,215;  1920,  164,405;  1919,  155,766. 

Allegheny  district:  Grain  and  grain  products,  2,061  and  2,230; 
live  stock,  2,936  and  3,358;  coal,  45,259  and  46,175;  coke,  5,341 
and  3,560;  forest  products,  3.501  and  3,707;  ore,  3,376  and  2,223; 
merchandise,  L.  C.  L.,  34,829  and  34,699;  miscellaneous,  50,637 
and  65,494;  total,  1921,  147,940;  1920,  161,446;  1919,  144,087. 

Focahontas  district:  Grain  and  grain  products,  155  and  133; 
live  stock,  77  and  87;  coal,  13,119  and  17,936;  coke,  72  and  766; 
forest  products,  1,470  and  1,835;  ore,  35  and  279;  merchandise, 
L.  C.  L.,  2,478  and  148;  miscellaneous,  5,143  and  9,579;  total,  1921, 
22,549;  1920,  30,763;  1919,  25,676. 

Southern -district:  Grain  and  grain  products,  3,763  and  3,757; 
live  stock,  2,185  and  2,293;  coal,  20,396  and  22,079;  coke,  565  and 
207;  forest  products,  13,762  and  15,356;  ore,  933  and  2,384;  mer- 
chandise, L.  C.  L.,  36,876  and  19,927;  miscellaneous,  32,437  and 
55,859;  total,  1921,  110,917;  1920,  121,862;  1919,  108,660. 

Northwestern  district :  Grain  and  grain  products,  8  879  and 
10,096;  live  stock,  7,840  and  7,730;  coal,  5,914  and  12,296;  coke, 
1,381  and  1,057;  forest  products,  17,633  and  20,385;  ore,  1,176 
and  1,562;  merchandise,  L.  C.  L.,  24,615  and  20,444;  miscel- 
laneous, 26,337  and  39,074;  total,  1921,  93,775;  1920,  112644-  1919 
122,316. 

Central  Western  district:   Grain  and  grain  products,  11,013 

and  10,565;  live  stock,  10,157  and  10,382;  coal,  16,234  and  22,147; 

coke,  252  and  402;  forest  products,  2,959  and  5,612;  ore  5,067  and 

;   merchandise,  L.  C.  L.,  24,237  and  18,850;   miscellaneous 

29,437  and  45,473;  total,  1921,  99,356;  1920,  119,917;   1919,  95,414' 

Southwestern  district:   Grain  and  grain  products,  4,855  and 
live  Block,  1,769  and  2,399;    coal,  3,806  and   5,840;    coke, 


148  and  87;  forest  products,  6,459  and  6,490;  ore,  470  and  683; 
merchandise,  L.  C.  L.,  16,137  and  15,621;  miscellaneous,  23,090 
and  24,579;  total,  1921,  56,754;  1920,  61,065;  1919,  48,994. 

Total  all  roads:  Grain  and  grain  products,  36,059  and  36,714; 
live  stock,  27,692  and  29,168;  coal,  146,438  and  171,408;  coke, 
8,735  and  9,818;  forest  products,  54,417  and  57,931;  ore,  11,702 
and  15278;  merchandise,  L.  C.  L.  187,064  and  137,210;  miscel- 
laneous, 223,199  and  314,575;  total,  1921,  695,506;  1920,  772,102; 
1919,  700,913. 

Note-  TJ.  C.  L.  merchandise  figures  for  1921  and  1920  are  not  com- 
parable as  some  roads  are  not  able  to  separate  their  L.  C.  I,,  freight 
and  miscellaneous  of  1920.  Add  merchandise  and  miscellaneous  tiffiiros 
to  get  a  fair  comparison. 

SUMMARY  OF   CAR  CONDITIONS 

The  Traffic  World  Washington  Bureau 

The  peak  of  the  open  top  car  surplus  has  been  reached,  in 
the  opinion  of  W.  L.  Barnes,  executive  manager  of  the  car  serv- 
ice division  of  the  American  Railway  Association,  and  the  de- 
mand for  this  class  of  equipment  after  March  1  will  progressively 
increase.  Mr.  Barnes  made  this  statement  in  his  summary  of 
general  conditions  as  of  February  25,  which  follows: 

Box  Cars:  Ample  supply  for  all  requirements.  Very  important 
that  cars  be  loaded  strictly  in  accordance  with  car  service  rules  to 
reduce  the  empty  mileage  to  the  minimum. 

Auto  Cars:  Cars  should  be  disposed  of  in  accordance  with  car 
service  rules.  Where  loaded  with  freight  other  than  automobiles, 
care  should  be  exercised  to  avoid  commodities  which  leave  a  residue 
which  will  damage  the  finish  of  autos  when  later  used  in  that 
service. 

Stock  Cars:  Practically  all  requirements  being  protected.  Surplus 
cars  should  be  disposed  of  according  to  car  service  rules. 

Refrigerator  Cars:  There  continues  to  be  an  adequate  supply  of 
refrigerator  cars  in  all  sections.  The  movement  of  perishables  from 
Florida  and  California  continues  quite  active.  The  potato  market 
has  shown  some  recent  signs  of  stiffening  with  resultant  increased 
shipments  in  some  localities. 

Open  Top  Cars:  During  the  month  of  February  production  of 
bituminous  coal  has  continued  in  its  downward  trend  from  nearly 
8,000,000  tons  produced  in  the  first  week  to  a  low  mark  of  approxi- 
mately 7,200,000  tons  estimated  for  the  week  ending  February  26th. 
It  is  generally  felt  that  the  peak  of  the  open  top  car  surplus  has 
now  been  reached  and  that  after  the  first  of  March  the  demand  for 
this  class  of  equipment  will  progressively  increase,  not  only  for  the 
transportation  of  coal  and  other  manufacturing  necessities,  but  also 
with  the  renewal  of  building  and  road  construction  activities  made 
possible  by  improved  weather  conditions.  Due  to  the  lack  of  demand 
for  open  top  cars  and  the  observance  of  the  car  service  rules  very 
satisfactory  progress  is  being  made  in  relocating  such  equipment  to 
the  home  roads.  These  cars,  upon  arrival  home,  are  being  over- 
hauled and  repaired  as  fast  as  possible  in  anticipation  of  heavy  trans- 
portation demands  in  the  near  future  when  business  has  resumed 
its  normal  proportions. 

Flat  Cars:  Requirements  have  practically  been  protected.  Surplus 
cars  should  be  sent  to  owning  lines  In  accordance  with  car  service 
rules. 


CARS   ON   HOME   LINES 

The  Traffic  World  Washington  Bureau 

The  percentage  of  cars  on  home  lines  was  64.1  per  cent  on 
February  15,  as  against  21.9  per  cent  on  March  1,  1920,  when 
the  government  returned  the  railroads  to  their  owners.  The 
percentage  as  of  February  15  indicates  the  progress  made  by 
the  railroads  in  getting  home  cars  back  on  home  lines. 

The  semi-monthly  bulletin  of  the  American  Railway  Associa- 
tion showing  percentages  of  freight  cars  on  line  to  ownership  as 
of  February  15  showed  that  in  the  eastern  district  the  percentage 
was  93.1  as  against  103.1  in  1920;  Allegheny  district,  95.5  as 
against  92.3  in  1920;  Pocahontas  district,  93.3  as  against  65.3 
in  1920;  Southern  district,  100.6  as  against  100  in  1920;  Western 
district,  99.2  as  against  105.7  in  1920;  all  districts,  96.7  as  against 
99.6  in  1920;  Canadian  roads,  98.5  as  against  93.7  in  1920. 


TEXAS  CITY  TERMINAL  BONDS 

The  Texas  City  Terminal  Railway  Company  has  applied  to 
the  Commission  for  authority  to  issue  and  sell  $1,984,300  of  first 
mortgage  bonds,  and  to  issue  $500,000  of  common  stock  in  pay- 
ment for  the  property  of  the  Texas  City  Transportation  Com- 
pany, which  has  been  operated  by  the  terminal  railway  company, 
but  which  was  foreclosed  and  sold  to  A.  S.  Peabody.  The  en- 
tire security  issue,  with  the  exception  of  directors'  shares,  is 
to  be  delivered  to  Mr.  Peabody. 


MEXICAN    RAILWAY  STRIKE 

Engineers,  firemen  and  shopmen  on  the  Mexican  railways 
went  on  strike  February  25,  according  to  reports  received  by 
the  Department  of  Commerce.  Telegraphers  and  trainmen  did 
not  join  in  the  strike.  The  Mexican  government  is  taking  steps 
to  bring  the  strike  to  an  end  in  the  near  future,  Consul  Blocker 
reported. 


PAYMENTS  TO  ANN  ARBOR  AND  N.  Y.  H.  &  H. 

The  Treasury  Department  has  announced  the  payment  under 
section  210  of  the  transportation  act  to  the  Ann  Arbor  and  the 
New  York,  New  Haven  &  Hartford  of  $400,000  and  $700,000,  re- 
spectively. 
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ATTENTION 

Mr.  Industrial  Traffic  Manager 

The  National  Industrial 
Traffic  League 

INVITES 
YOU 
TO 
BECOME 

A  MEMBER 

The  LEAGUE'S  membership  is  composed  of  the  lead- 
ins  industrial  traffic  men  of  the  country — men  who  have 
been  engaged  in  the  traffic  and  transportation  work  for 
years,  and  who  are  the  leaders  in  industrial  traffic 
circles. 

MR.  INDUSTRIAL  TRAFFIC  MAN: 

You  owe  it  to  yourself,  and  to  those  whom  you  serve, 
to  connect  with  live  wires  and  put  yourself  in  touch 
with  every  helpful  agency,  that  you  may  be  better 
equipped  to  handle  the  problems  that  are  daily  confront- 
ing you.  YOU  CAN  DO  THIS  BY  JOINING 

The  National  Industrial 
Traffic  League 

Ask  any  of  our  members.    They  know. 

Write  at  once  for  particulars.  We  will  be  pleased  to 
advise  you  what  the  League  is  doing  and  how  it  can 
help  you. 

J.  II.  BEEK,  Executive  Secretary 
1207  Conway  Building.  Chicago 


W.  H.  CHANDLER 

President 


Havana  Line 

MERCHANTS  AND  MINERS 
TRANSPORTATION  COMPANY 


(  i:« 


1854) 


Norfolk  —  Newport  News  —  Havana 

FORTNIGHTLY  S 


*  The  last  Twelve  Steamers  have  averaged  ONL  Y 
EIGHT  DA  YS  awaiting  Discharging  Berth. 

Charters  arranged  for  full  cargoes  to  any  port 

Shippers  will  avoid  many  difficulties  and  attend- 
ant losses  by  forwarding  their  business  via  this 
regular  established  line,  operating  fast  steel 
steamers. 

Through  export  bills  of  lading  issued  from  all 
interior  points. 

Cheaper  Rates  from  Interior  Points  rim 
Norfolk  and  Newport  News 

For  Rales  and  Space  apply  to 

C.  S.  Buford,  Commercial  Agent 
W.  W.  Tull,  General  Agent 
C.  H.  Maynard,  General  Agent 
M.  V.  Molanphy,  General  Agent 
C.  M.  Haile,  General  Agent 
A.  E.  Porter,  General  Agent 
A.  L.  Bongartz,  General  Agent 
L.  T.  Fowler,  Commercial  Agent 
W.  H.  Miller,  General  Agent 
R.  M.  Griffin,  Local  Agent 
J.  R.  Bell,  Freight  Representative 


Atlanta,  Ga. 
Baltimore,  Md. 
Boston,  Mass. 
Havana,  Cuba 
Jacksonville,  Fla 
Norfolk,  Va. 
Philadelphia,  Pa 
Pittsburgh,  Pa. 
Providence,  R.  I 
Savannah,  Ga. 
St.  Louis,  Mo. 


A.  W.  GRAVES,  Manager,  Baltimore,  Md. 


'North  China  Line 

(Columbia  Pacific  Shipping  Company) 

OF 

PORTLAND,  OREGON 

Only  regular  direct  service  between  Pacific 
Coast  and  Tsingtao,  Tientsin  (Taku  Bar), 
Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama,  Kobe  and  Shanghai 

Sailings  Every  Twenty-one  Days  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  flag  100  A-l  Steamer*) 

SS  "BEARPORT"  March  14 

SS  "WEST  NOMENTUM"   April  4 
SS  "WEST  KEATS"  April  25 

SS  "WEST  NIVARIA"  May  16 

Transhipment  at  Shanghai  to  American  River  steamers  for 
Hankow,  Puknw,  Nanking  and  other  open  Yangtsekiang 
River  ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 

Sudden  &  Christenson 

General  Eastern  Agents 

44  Whitehall  St.,  New  York  City 

or 

Columbia  Pacific  Shipping  Company 

General  Offices 

Board  of  Trade  Building,  Portland,  Oregon 


CUNARD 

ANCHOR    , 

ANCHOR-DONALDSON 


Regular  Services 


NEW  YORK 
BALTIMORE 
MONTREAL 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 

ANTWERP 

HAMBURG 

MEDITERRANEAN 


Between 


and 


BOSTON 
PHILADELPHIA 
PORTLAND,  ME. 

LIVERPOOL 

SOUTHAMPTON 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 

LEVANT 


General  Offices :   2  1 -24  State  St.,  N.  Y.  City 

Chicago  Oflice: 
Cunard  Bldg..   14O  N.  Dearborn  Street 


Atlanta.    H    N.    Ftraytlu 

Baltimore.    107   E.   Baltl- 

•ors  St. 

Borton.    126  Stitt  St. 
Cleveland.     Hotsl     Clw*- 

land    Bldg. 
Detroit.     39     WuhlDftM 

Blvd. 
MlnnMpolll.      Third     St. 

and  Second  Avft.,  So. 
Montreal.  20  Hospital  St. 
N«w  OrlMni,  209  St 

Charles  St. 


Philadelphia.    I3M    Wai- 
Pmsourgh,  712  »sm*ieH 

St.   Unit.    1131  Ollw  M. 

San   Francisco,  Ml    Mar- 
ket St. 

Seattle,  621  Ss*s*«  AM. 

Vancouver,    622    H  artiste 
St.   W. 

Washington,     D.    C..    117 
14th  St.   N.  W. 

Wlnslpes.  270  Main  W. 
Or  Lssal   AfMts 
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FEDERAL  ROAD-BUILDING  AID 

The  Traffic  World   Washington  Bureau 

An  attempt  to  put  a  rider  on  the  Post  Office  appropriation 
bill  carrying  $100,000,000  for  federal  aid  to  the  states  in  road 
building  was  defeated  in  the  Senate  as  the  result  of  a  protest  on 
the  part  of  Senator  Townsend,  of  Michigan,  on  the  ground  that 
many  states  followed  no  system  in  building  roads  but  built  a 
stretch  of  good  road  here  and  another  stretch  there,  without 
building  a  continuous  stretch  of  permanent  roadway  anywhere. 
The  object  of  those  favoring  the  amendment,  which  was  offered 
by  Senator  Swanson,  of  Virginia,  was  to  make  available  the 
1100,000,000  for  the  fiscal  year  1922.  The  amendment  would 
have  taken  the  place  of  the  federal  aid  appropriation  bill  carry- 
ing $100,000,000,  which  was  passed  recently  by  the  House. 

"Some  of  the  states  of  the  Union  have  wisely  expended 
federal  aid  money;  that  is,  they  have  expended  it  on  a  system 
of  roads,  having  the  ultimate  view  of  a  general  plan  of  roads, 
which  means  service  to  the  public,"  said  Senator  Townsend. 
"Many  of  the  states,  and  those  which  are  now  insisting  upon 
this  appropriation,  have  no  system.  This  has  come  to  be  in 
many  states  a  pork-barrel  scheme,  worse  than  the  river-and-har- 
bor  scheme  ever  was,  because  the  money  has  been  expended 
where  there  evidently  was  the  greatest  political  influence;  it  has 
been  divided  pro  rata  among  the  counties  of  states,  and  those 
counties  in  many  cases  have  expended  the  money  on  little  strips 
of  road,  beginning  nowhere  and  ending  nowhere.  The  result  has 
been  that  much  of  the  money  has  been  wasted — worse  than 
wasted. 

"Let  it  be  understood  that  I  am  in  favor,  strongly  in  favor, 
of  federal  participation  in  road  construction.  I  have  felt,  and 
still  feel,  that  roads  of  interstate  importance,  which  serve  an 
interstate  purpose,  which  purpose  is  growing  in  importance 
every  year,  and  the  future  of  which  no  man  can  now  predict, 
should  be  constructed.  But  I  have  felt,  and  still  feel,  that  this 
money  should  be  expended  on  interstate  roads,  and  that  there 
should  be  provision  made  for  maintenance  after  the  roads  have 
been  constructed. 

"No  man  can  go  ahead  of  me  or  before  me  in  his  desire  to 
have  good  roads  in  this  country,  and  for  the  federal  government 
to  do  its  part.  I  have  had  a  theory  of  my  own,  but  I  have  not 
advanced  it.  I  am  not  using  it  to  block  any  legislation,  but  I 
have  felt  that  there  should  be  a  national  system  of  roads,  a 
state  system  of  roads,  and  a  county  system  of  roads.  I  have 
felt  it  would  be  economy  to  establish  those. 

"What  I  am  asking  is  that  we  let  this  matter  go  for  a  few 
weeks  until  we  have  had  time  to  consider  a  real  proposition; 
and  that  is  the  one  matter  of  business  that  our  committee  has 
on  hand  now,  the  one  thing  that  we  propose  to  ask  for  at  the 
very  beginning  of  the  next  session  of  Congress. 

"Let  us  see  if  we  can  not  devise  a  scheme  for  spending 
federal  money  so  as  to  get  results  to  the  people,  and  get  the 
worth  of  our  money,  instead  of  expending  it  so  wastefully,  as 
much  of  it  is  being  expended  now.  That  is  my  plan;  that  is 
the  proposition  I  wish  to  submit,  and  I  think  we  ought  not  to 
put  this  on  the  bill." 


MINOR  COMMISSION  ORDERS 

The  Coal  Trade  Bureau  of  Illinois  has  been  permitted  to 
Intervene  In  No.  12106,  West  Kentucky  Coal  Bureau  vs.  Illinois 
Central  et  al. 

The  Commercial  Club  of  Duluth  has  been  authorized  to  in- 
tervene in  No.  10814,  Grand  Rapids  Plaster  Co.  vs.  Ann  Arbor 
et  al. 

The  Continental  Paper  &  Bag  Mills  has  been  permitted  to 
Intervene  in  No.  12108,  Wisconsin  Traffic  Association  vs  Chicago 
&  Northwestern  Ry.  et  al. 

The  Commission  has  denied   petition  of  defendants  for  re- 
argument  in  No.  10197  and  Subs  1  to  6  inclusive,  Avella  Coal  Co 
et  al  vs.  Pittsburgh  &  West  Virginia  Ry.  et  al. 

No.  12169,  The  Bradbury  Marble  Co.  et  al.  vs.  Baltimore  & 
Ohio  Railroad  et  al.,  has  been  amended  by  making  the  East  St 
Louis  Connecting  Railway  Company;  Terminal  Railroad  Asso- 
ciation of  St.  Louis;  St.  Louis  Merchants'  Bridge  Terminal  Rail- 
way Company;  St.  Louis  Transfer  Railway  Company  and  Wig- 
gins Ferry  Company  additional  parties  defendant. 

No.  10938,  Anderson,  Clayton  &  Co.  et  al.  vs.  Fort  Smith  & 
;stern  et  al.  is  amended  by  adding  John  Barton  Payne    Direc- 
tor-General of  Railroads,  as  agent,  an  additional  party  defendant 

Petition  of  defendants  for  dismissal  of  11465  and  Subs  1  to 
!  Inclusive,  California  Fruit  Growers'   Exchange  et  al    vs    A 
T.  &  S.  F.  et  al.,  is  denied. 

The   Commission   has    postponed    the   effective    date   of   its 

der  in   Docket   11014,   Murray   Layne   Co.   vs.    Sou    Pac    and 

Director-General,  as  agent,  from  March  2,  1921,  to  April  1/1921 

A  petition  of  the  complainant   for  rehearing  in  No   'll511 

Ttrn?id  S°'  vs-  Alabama  Great  Southern  et  al.,  has  been 
lemed  by  the  Commission. 

The  Kohrs  Packing  Company  has  been  permitted  to  inter- 

}.?n»1.  °57'  Com  Belt  Packing  Co'  et  al-  vs-  Ann  Arbor 

The  Commission  has  permitted  the  Interstate  Grocer  Com- 


pany to  intervene  in  No.  12115,  Helena  Traffic  Bureau  et  al.  vs. 
Missouri  Pacfic  et  al. 

A.  M.  Tourtellot  has  been  permitted  to  intervene  in  No. 
12236,  Providence  Fruit  &  Produce  Exchange  et  al.  vs.  S.  A.  L. 
et  al. 

The  Northern  West  Virginia  Coal  Operators'  Association  has 
been  permitted  to  intervene  in  Nos.  12081,  Fairmont  &  Cleveland 
Coal  Co.  vs.  B.  &  O.,  and  12082,  Same  vs.  Monongahela. 

The  Commission  has  permitted  the  Ft.  Smith  &  Western 
Railroad,  Arthur  L.  Mills,  receiver,  to  intervene  in  No.  12068, 
Wilson  &  Co.,  Inc.,  of  Oklahoma  et  al.  vs.  C.  B.  &  Q.  et  al.  The 
Ft.  Smith  &  Western  has  also  been  made  a  defendant  in  this  case. 

The  Slab  Fork  Coal  Co.,  Scotia  Coal  &  Coke  Co.,  South 
Side  Co.,  Turkey  Knob  Coal  Co.,  Coal  Run  Coal  Co.,  Branch 
Coal  Co.,  Beechwood  Coal  &  Coke  Co.,  Greenwood  Coal  Co., 
Laurel  Creek  Coal  Co.,  Quinnimont  Coal  Co.,  Maryland  Coal  & 
Coke  Co.,  Star  Coal  &  Coke  Co.,  Ephriam  Creek  Coal  &  Coke 
Co.  and  Stover  Coal  Co.  have  been  permitted  to  intervene  in 
No.  12083,  the  New  River  Co.  et  al.  vs.  Virginian,  and  No.  12084, 
Same  vs.  C.  &  O. 


CAR  REPAIR  WORK  URGED 

That   the   progress   in   getting  rolling  stock  back   into  pre- 
war condition  is  to  be  watched  closely  by  shipping  interests  as   ' 
well  as  the  carriers  is  evident  from  correspondence  which  has 
passed   between   J.    S.   Marvin,   chairman   of  the   committee  on 
transportation  instrumentalities  of  the  National  Industrial  Traf- 
fic League,  and  R.  H.  Aishton,  president,  and  other  officials  of  I 
the   American   Railroad  Association.     The   maximum  use  of  all 
available  shop  capacity  will  be  urged. 

This  is  one  of  the  features  of  the  program  of  railway  ex-  | 
ecutives  in  connection  with  the  effort  to  obtain  return  of  cars 
to  home  lines  in  greater  proportion.     There  has  been  a  steady 
increase  in  the  percentage  of  cars  on  the  home  lines,   and  it 
has  now  reached  over  50  per  cent. 

Mr.  Marvin  points  out  that  members  of  the  League  and  all 
shipping  interests  will  be  interested  in  noting  the  progress  made 
toward  an  improvement,  although  cars  in  bad  order  are  still 
much  in  evidence. 

Mr.  Aishton  states  that  the  period  immediately  following 
government  control  required  intensive  use  of  equipment  with 
little  chance  for  the  extensive  repairs  desired.  Under  prevailing 
conditions,  and  with  cars  on  the  home  lines,  the  owners  are  j 
making  more  extensive  repairs  than  when  the  cars  were  on 
foreign  lines,  with  a  view  to  rehabilitating  the  equipment  against 
the  pressure  of  business  expected  to  come.  There  is  at  present 
a  large  surplus  of  equipment  in  good  order,  for  which  there  is 
no  business.  The  extraordinary  repairs  being  put  on  the  equip- 
ment by  owners  and  the  tendency  in  the  time  of  surplus  to 
crowd  the  repair  tracks  will  account  for  the  relatively  large 
number  of  bad  orders  reported  by  the  railroads. 

Many  roads  now  have  on  their  rails  an  ample  number  of  | 
home  cars  for  local  needs  and  fully  to  supply  the  repair  forces  I 
according  to  Bulletin  CSD-5,  issued  by  the  Car  Service  Division, 
February  11,  in  which  a  reciprocal  arrangement  on  per  diem  is 
approved  to  save  empty  haul  of  cars  not  needed  by  the  owning 
roads. 


LOAN  TO  L.  E.  F.  &  C. 

Application   for  a  loan  of  $51,250   has   been  filed   with  the : 
Commission  by  the  Lake  Erie,  Franklin  &  Clarion  Railroad  Com- 
pany. The  principal  amount  of  the  loan  is  desired  for  the  pur- 
pose of  buying  a  new  freight  locomotive  for  $45,000,  and  the  re- 
mainder is  to  be  applied  on  a  short  term  note. 


R.    I.  A.   &   L.   BONDS 

Authority  to  issue  first  mortgage  4%  per  cent  gold  bonds, 
in  the  aggregate  amount  of  $227,000  is  requested  by  the  Rock 
Island,  Arkansas  &  Louisiana  Railroad  Company  in  an  applica- 
tion filed  with  the  Commission.  The  applicant  proposes  to  issue] 
the  bonds  to  reimburse  its  treasury  for  expenditures  made  there- 1 
from. 


ST.   P.  &   K.  C.  SHORT   LINE   BONDS 

The  St.  Paul  &  Kansas  City  Short  Line  Railroad  Company 
has  applied  to  the  Commission  for  authority  to  issue  first  mort-j 
gage  4%  per  cent  gold  bonds  in  the  aggregate  amount  of  $619,OOW 
to  reimburse  its  treasury  for  expenditures  from  income. 

LOAN   FOR   N.  O.,  T.  &  M. 

The  Commission  has  approved  a  loan  of  $926,000  to  Na- 
tional Railway  Service  Corporation,  an  organization  approved; 
pursuant  to  section  210  of  the  transportation  act.  1920,  as 
amended,  for  the  purpose  of  enabling  the  New  Orleans.  Texas 
&  Mexico  Railway  Company  to  provide  itself  with  equipment  at 
a  total  estimated  cost  of  $2,315,000. 

S.  A.   L.  LOAN 

The  Commission  has  approved  a  loan  of  $1,173,500  to  the 
board  Air  Line  Railway  Company  to  enable  the  company  to  m 
its  maturing  indebtedness. 


"i 
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TAX  ON  TRANSPORTATION 

The  Traffic  World   Washington  Bureau 

The  bill  (H.  R.  16146),  introduced  by  Representative  Long- 
worth  of  Ohio,  providing,  among  other  tax  revisions,  for  repeal 
of  the  transportation  tax  on  freight  charges  and  on  passenger 
and  Pullman  fares,  does  not  provide  for  repeal  of  the  tax  on 
express  shipments  and  on  the  transportation  of  oil  by  pipe  line. 

Mr.  Longworth  said  February  26  that  it  was  not  his  inten- 
tion to  provide  for  the  repeal  of  the  tax  on  express  shipments 
and  oil  by  pipe  line  at  present,  but  that  consideration  would 
be  given  to  those  taxes  later. 

Section  22  of  the  Longworth  bill  provides:  "That  on  and 
after  July  1,  1921,  section  630  and  subdivisions  (a),  (c)  and  (d) 
of  section  500  of  the  revenue  act  of  1918  are  repealed,  except 
that  they  shall  remain  in  force  for  the  assessment  and  collec- 
tion of  all  taxes  which  have  accrued  thereunder  prior  to  July 
1,  1921,  and  for  the  imposition  and  collection  of  all  penalties 
which  have  accrued  and  may  accrue  In  relation  to  any  such 
taxes." 

Subdivisions  (a),  (c)  and  (d)  relate  to  the  tax  on  freight 
charges,  passenger  fares  and  Pullman  fares.  Section  630  re- 
lates to  the  tax  on  soft  drinks.  Subdivisions  (b)  and  (e)  relate 
to  the  tax  of  1  cent  for  each  20  cents  or  fraction  thereof  on 
express  shipments,  and  to  the  tax  of  8  per  cent  of  the  amount 
paid  for  the  transportation  of  oil  by  pipe  line,  respectively. 

The  Longworth  bill  will  be  reintroduced  at  the  special  ses- 
sion of  Congress  and  hearings  thereon  will  probably  be  held  by 
the  committee  on  ways  and  means. 


LEASE  OF  N.  Y.  P.  &  N.  BY  P.  R.  R. 

The  Traffic  World   Washington  Bureau 

Approval  of  a  proposed  lease  under  which  the  Pennsylvania 
Railroad  Company  will  lease  for  999  years  the  property  and  fran- 
chises of  the  New  York,  Philadelphia  &  Norfolk  Railroad  Com- 
pany is  asked  in  a  petition  filed  with  the  Commission  by  those 
two  companies.  The  lease  will  date  from  July  1,  1920,  and 
covers  the  railroad,  terminals,  ferry  and  transfer  service  between 
Cape  Charles,  Va.,  and  a  connection  with  the  terminals  and  rail- 
road of  the  lessor  at  Norfolk  and  Portsmouth,  Va.  The  lessor's 
railroad  and  branches  constitute  a  total  mileage  of  121.57  miles. 
The  Pennsylvania  owns  all  of  the  capital  stock  of  the  lessor 
company. 

Under  the  lease,  the  Pennsylvania  agrees  to  pay  an  annual 
rental  of  $300,000.  It  Is  provided  that  if  the  lessor  shall,  with 
the  approval  of  the  lessee,  issue  any  additional  capital  stock  over 
and  above  that  outstanding  upon  the  consummation  of  the  lease, 
viz:  $2,500,000,  the  sum  of  $300,000  shall  be  increased  to  such 
an  amount  as  may  be  agreed  upon  to  provide  for  a  proper  return 
on  such  additional  stock.  An  additional  sum  must  be  paid  by 
the  lessee  to  provide  for  installments  of  interest  and  of  sinking 
funds  and  to  pay  the  expense  of  maintaining  the  lessor's  cor- 
porate organization.  The  Pennsylvania  also  agrees  to  keep  up 
the  property  of  the  lessor. 

The  total  bonded  indebtedness  of  the  N.  Y.  P.  &  N.  consists 
of  $2,600,000  of  first  mortgage  coupon  and  registered  4  per  cent 
bonds;  $1,000,000  of  income  mortgage  registered  bonds.  It  also 
has  equipment  trust  obligations  of  $200,000. 


USE  OF  JOPLIN  TERMINALS 

The  Traffic  World  Washington  Bureau 

In  formal  docket  complaint  No.  12300,  the  Kansas,  Oklahoma 
&  Gulf  has  appealed  to  the  Commission  to  prevent  its  ouster  from 
the  terminals  of  the  Missouri  Pacific  at  Joplin,  Mo.,  which  it 
now  reaches  by  using  14.44  miles  of  track  owned  by  the  St.  Louis- 
San  Francisco.  The  ouster  would  be  accomplished,  the  complaint 
says,  by  the  St.  Louis-San  Francisco,  because  the  complaining 
road  has  not  been  able  to  meet  what  it  calls  the  harsh,  unjust, 
and  unreasonable  terms  of  the  Frisco. 

The  allegation  of  the  complaining  road  is  that  the  Frisco  has 
demanded  a. monthly  rental  of  $1,895  on  an  alleged  valuation  of 
the  14.44  miles  of  road  of  $649,800  together  with  an  agreement  on 
the  part  of  the  complainant  that  it  will  abstain  from  doing  any 
business  on  the  fifteen  miles  of  Frisco  track  used  jointly,  that  it 
ill  decline  to  do  any  business  from  and  to  points  on  the  Mineral 
Belt  Railroad  and  the  Northeastern  Oklahoma  Railroad,  and  will 
publish  no  rates  to  or  from  Joplin,  to  or  from  Baxter  Springs, 
Miami,  Fairland,  Muskogee,  Henryetta  and  Durant,  Okla.,  or  to  or 
from  Denlson,  Sherman,  Fort  Worth  and  Dallas,  Tex.,  without 
the  concurrence  of  the  Frisco. 

These   agreements   the   Frisco  is   said   to   demand  notwith- 
standing that  the  complaining  road  claims  that  they  are  viola- 
ons  of  the  interstate  commerce  law  or  the  transportation  act 
The  Frisco  is  also  said  to  demand  that  if  the  complaining  road 
order  of  any  regulating  body  or  other  authority,  is  compelled 
Wish  rates  to  or  from  any  of  the  points  mentioned    sixtv 

cent  of  the  money  received  from  such  rates  shall  go  to  the 
I*  nsco. 


In  addition  to  all  this,  the  K.  O.  &  G.  alleges  that  the  Frisco 
has  laid  it  down  as  one  of  the  terms  on  which  it  may  continue 
the  use  of  the  14.44  miles  of  track,  that  the  lessee  shall  pay  3.5 
per  cent  interest  on  the  value  of  all  betterments  made  in  the 
track  under  discussion,  from  the  time  the  expenditure  may  be 
made. 

The  complaining  road  alleges  that  the  terms  laid  down  by 
the  Frisco  would  cause  unjust  discriminations  against  shippers 
along  its  rails,  so  that  it  has  filed  its  complaint,  asking  the  Com- 
mission to  prescribe  the  terms. 

Its  petition  is  in  the  alternative.  It  asks  that  if  the  Com- 
mission cannot  prescribe  the  terms,  it  issue  a  certificate  of  neces- 
sity and  convenience  authorizing  it  to  build  a  new  track  for  a 
distance  of  6.5  miles,  so  that  it  may  use  the  terminals  of  the 
Missouri,  Kansas  &  Texas. 


N.  Y.  CANAL  OPERATION 

The  Traffic  World   Washington  Bureau 

President  Wilson  has  signed  the  joint  resolution,  terminating 
federal  operation  of  boats,  barges  and  tugs  on  the  New  York 
State  Canal.  The  sale  of  the  government  equipment  will  be 
effected  at  once  by  the  War  Department  which  has  issued  the 
following  statement  relative  thereto: 

Congress  having1  passed  a  bill  directing  the  sale  of  the  fleet  of 
barges  which  the  War  Department  has  been  operating  on  the  Nr\v 
York  State  Barge  Canal,  and  the  President  having  signed  it,  it  is 
the  intention  of  the  War  Department  to  consumate  this  sale  as  rapidly 
as  possible.  Advertisements  will  appear  in  various  papers  to  this 
effect.  The  matter  is  being  handled  by  the  Inland  and  Coastwise 
Waterways  Service,  War  Department.  The  Intra-Coastal  Line,  ex- 
tending from  Baltimore,  Maryland,  to  New  Bern,  North  Carolina, 
will  be  continued  in  operation. 

In  a  supplemental  announcement  regarding  the  sale  or  lease 
of  government  equipment  which  was  used  on,  the  New  York  State 
Barge  Canal,  the  War  Department  said  it  would  receive  bids 
for  73  per  cent  of  the  fleet  at  the  office  of  the  Chief  of  Inland 
and  Coastwise  Waterway  Service  up  to  10  a.  m.,  April  7.  Offers 
also  are  sought  for  the  leasing  of  the  equipment  pending  its  sale. 

The  equipment  offered  for  sale  is  valued  at  about  $2,000,000 
and  consists  of  the  following: 

15  Self-propelled  barges — 

Length    150    feet;    beam    20    feet;    loaded    draft    9    feet'    400 
horse  power;   cargo  capacity  350  tons;  twin  screw  oil-burning 
steamers. 
38  steel  cargo  barges — 

Length    150    feet;    beam    20    feet;    loaded    draft    9    feet;    cargo 
capacity  500  tons. 

16  Concrete  cargo  barges — 

Length  150  feet;  beam  20  feet;   loaded  draft  9   feet-  cargo  ca- 
pacity 500  tons. 

3  Wooden  barges — 

3  Small  tugs — 

10  Wooden  coal  barges  of  the  type  used   on   the  Chesapeake  and 

Ohio  Canal. 

With  the  exception  of  three  wooden  cargo  barges  and  three 
small  tugs,  above  listed,  all  this  equipment  was  constructed  for 
the  government  within  the  last  few  years  and  was  especially 
designed  for  the  service  in  which  it  is  now  engaged. 

PETITION    FOR   ABANDONMENT 

The  Louisiana  &  Northwest  Railroad,  through  E.  R.  Bern- 
stein, receiver,  has  applied  to  the  Commission  for  authority  to 
abandon  that  part  of  the  railroad  between  Bienville  and  Natchi- 
toches,  La.,  because  it  cannot  be  operated  at  a  profit.  The  road 
is  in  bad  condition,  the  receiver  states,  and  cannot  be  operated 
without  great  danger  to  the  public.  The  entire  line  of  road  ex- 
tends from  Magnolia,  Ark.,  to  Natchitoches,  La. 


TEXAS   MIDLAND   BONDS 

Permission  to  issue  bonds  of  $500,000  is  asked  by  the  Texas 
Midland  Railroad  in  an  application  filed  with  the  Commission. 
The  purpose  of  the  issue  is  to  cover  the  cost  of  construction  of 
fourteen  miles  of  track.  The  present  owners  of  the  securities 
of  the  Texas  Midland  have  agreed  to  take  the  bond  issue,  the 
applicant  states. 


KY.   &   TENN.   EXTENSION 

In   Finance    Docket   No.    1247,    the   Kentucky    &    Tennessee 
Railway  has  asked  the   Commission  for  a  certificate  of  public 
convenience  and  necessity  to  build  a  two-and-a-half-mile  exten- 
sion from  White  Oak  Creek,  McCreary  County,  Kentucky,  into    i 
a  coal  district  said  to  contain  20,000,000  tons  of  high-grade  soft    i 
coal  and  15,000,000  feet  of  lumber,  for  which  no  other  railroad    : 
is  available. 


WASHINGTON    &    LINCOLNTON    NOTES 

Approval  of  the  issuance  of  three  short-term  notes  aggre-   ! 
gating  $13,000  is  asked  by  the  Washington  &  Lincolnton  Railroad 
Company  in   a  petition   filed  with  the   Commission.     The  notes 
will  be  issued  in  favor  of  the  Atlantic  Coast  Line  and  the  L.  &  N.   ' 
and   the   proceeds   will   be   applied   on   the   purchase   of  a  loco-   . 
motive. 
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EVERY  STEP 

From  Start  to  Finish 

In  Both  Freight  Rate  and 
Classification  Change 


Is  Now  Promptly  Told  of 


in 


The  Traffic  Bulletin 


The  Information  Regularly  Carried  in  This 
Publication  Includes  the  Following: 

1 — Released  Rate  Orders 

2— Fourth  Section  Orders 

3— Sixth  Section  Orders 

4 — Investigation  and  Suspension  Orders 

5 — Suspension  Orders  Vacated 

6— New  Tariffs  and  Supplements  Filed  with  the  I.  C.  C. 

7— Tariffs  Rejected  by  the  I.  C.  C. 

8 — Express  Tariffs  Filed  with  the  I.  C.  C. 

9 — Shipping  Board  Tariffs 
10 — Adoption  Notices 
11 — Central  Freight  Association  Docket 
12 — Central  Freight  Association  Hearings 
13— C.  F.  A.  Coal,  Coke  and  Iron  Ore  Docket 
14 — New  England  Freight  Association  Docket 
15 — New  England  Freight  Association  Hearings 
16 — Southern  Rate  Committee  Docket 
17 — Southwestern  Freight  Bureau  Docket 
18 — Southwestern  Freight  Bureau  Hearings 
19 — Texas  Freight  Bureau  Docket 
20 — Trunk  Line  Association  Docket 
21 — Trunk  Line  Association  Hearings 
22— Trunk  Line  Coal  and  Coke  Docket 
23 — Trunk  Line  Coal  and  Coke  Hearings 
24 — Perishable  Freight  Committee  Docket 
23— Western  Trunk  Line  Docket 
26 — Western  Trunk  Line  Hearings 
27 — Transcontinental  Freight  Bureau  Docket 
28 — Southern  Ports  Foreign  Freight  Docket 
29 — Consolidated  Classification  Docket 
30 — Embargo  Notices,  Modifications  and  Cancellations 
3J — Steamship  Sailings 

Samples  and  full  information  free  on  request 

The  Traffic  Service  Corporation 

Publishers  THE  TRAFFIC  WORLD 

418  South  Market  St.,  Chicago 


UNDER 
AMERICAN  FLAG 


PASSENGERS 
AND  FREIGHT 


San  Francisco -Baltimore  Service 

(Freight  Only— Via  Panama  Canal) 

Prom  San  Francisco  and  Los  Angeles  to  San  Jose  de  Guatemala, 

La  Libertad,  Corinto,  Balboa,  Cristobal,  Cuban  and 

Porto  Rican  Ports  (Eastbound  only).  Savannah, 

Norfolk  and  Baltimore. 

S.S.  "POINT  JUDITH"  (ails  March  8th 

S.S.  "POINT  BONITA"  sails  April  4th 

From   Baltimore  to   Cristobal,   Balboa,   Corinto,   La  Libertad, 

San  Jose  de  Guatemala,  Los  Angeles  and  San  Francisco 

S.S.  "GRANITE  STATE"  sails  February  28th 

S.S.  "POINT  BONITA"  sails  February  26th 
S.S.  "EASTERN  IMPORTER"  sails  March  2d 

Trans-Pacific  Service 

"The  Sunshine  Belt  to  the  Orient" 

(Passengers  and  Freight) 
Sailings  from  San  Francisco  by  new  and  luxurious  ships 

S.S.  "GOLDEN  STATE"  sails  March  19th 
S.S.  "ECUADOR"  S.S.  "VENEZUELA" 

S.S.  "COLOMBIA"  S.S.  "EMPIRE  STATE" 

And  Fortnightly  Sailings  by  EIGHT  Freight  Steamers 
Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila  and  Hongkong 

Manila-East  India  Service 

(Passengers  and  Freight) 

Sailings  from  San  Francisco  by  luxurious  new  American  Steamers 
S.S.  "CREOLE  STATE,"  Apr.  22d    S.S.  "WOLVERINE  STATE,"  Feb.  2Slh 

S.S.  "GRANITE  STATE,"  March  22d 

And  Monthly  Sailings  by  TWO  Freight  Steamers 

Direct  to  Honolulu,  Manila,  Saigon,  Singapore,  Honduras, 

Colombo  and  Calcutta 

Round-the-World  Service 

(Freight  Only) 

S.S.  "WEST  NERIS"  S.S.  "WEST  MINGO" 

S.S.  "EASTERN  IMPORTER" 

Regular  Monthly  Sailings 

San  Francisco,  Honolulu,  Yokohama,  Kobe,  Dairen,    Tientsin, 
Shanghai,  Manila,   Saigon,  Singapore,  Calcutta,  Colombo, 
Bombay,  Alexandria,  Bizerta,  Marseilles,  Barcelona, 
thence  Baltimore,  Norfolk,    Cristobal,  Los  An- 
geles and  San  Francisco  via  Panama  Canal 

Panama  Service 

(Passengers  and  Freight) 

Sailings  from  San  Francisco  every  10  days  by 

S.S.  "SAN  JOSE"    S.S.  "CUBA"    S.S.  "CITY  OF  PARA" 
S.S.  "SAN  JUAN"         S.S.  "NEWPORT" 
To  Mexico,  Central  America  and  Canal  Zone 


Through  Bills  of  Lading  Issued  to  and  from  all  point* 
beyond  ports 

The  Pacific  Mail  is  world  renowned  for  excellence  of  it§ 
service  and  cuisine 

Consult  Our  Office* 

Pacific  Mail  Steamship  Co. 

10  Hanover  Square,  508  California  St.,  400  Exchange  Place 

Gen.  Pas*.  Office,  621  Market  St. 

NEW  YORK  SAN  FRANCISCO  BALTIMORE 

Managing  Agent*  V.  S.  Shipping  Board 
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DUNNAGE  ALLOWANCE  FOR  STAKES 

The  Traffic   World   Washington  Bureau 

The  old  question  as  to  how  much  of  a  dunnage  allowance 
the  carriers  should  make,  if  any,  to  shippers  of  lumber  who 
furnish  stakes  to  hold  the  lading  in  place  is  soon  coming  before 
the  Commission  in  two  forms.  The  National  Lumber  Manu- 
facturers' Association,  unless  those  having  the  matter  in  charge 
change  their  plans,  will  file  formal  complaint  alleging  that  the 
allowance  of  500  pounds  as  a  maximum  is  unreasonable,  because 
it  does  not  cover  the  actual  weight  of  stakes  used  in  loading  the 
minimum  now  required  by  practically  every  railroad.  The 
Western  Trunk  Line  Association,  unless  its  officers  change  their 
minds,  will  file  tariffs  changing  the  dunnage  rule  carried  in 
item  650,  W.  T.  L.  Circular  1-0,  from  a  straight  allowance  of 
500  pounds  to  "actual  weight  not  exceeding  500  pounds."  That 
would  bring  the  rule  into  agreement  with  section  2  of  rule  30  of 
Consolidated  Classification. 

According  to  representatives  of  lumber  organizations,  the 
weight  of  stakes  used  in  securing  lumber  lading,  in  but  few 
cases,  is  less  than  500  pounds.  One  manufacturer  whose  testi- 
mony will  be  used  in  support  of  the  formal  complaint,  if  and 
when  brought,  will  show  an  average  weight  in  excess  of  970 
pounds  on  the  average  car  of  lumber  from  more  than  a  dozen 
mills.  It  is  asserted  that  it  will  not  be  difficult  to  show  that  650 
pounds  is  about  the  minimum  weight  of  dunnage  required  to 
meet  the  stringent  rules  of  the  Master  Car  Builders'  Association. 

The  Western  Trunk  Line  Association  docketed  a  proposal 
to  bring  its  rule  into  conformity  with  the  consolidated  classifica- 
tion on  January  11,  and  held  hearings  on  it  February  1.  The 
southwestern  lines  have  also  docketed  a  similar  proposal,  but 
have  not  thus  far  held  hearings. 

In  the  discussions  on  the  subject,  the  lumbermen  have  in- 
sisted that  it  is  the  duty  of  a  carrier  to  furnish  a  car  suitable 
for  hauling  lumber;  that  equipment  of  that  kind,  by  not  even 
the  wildest  stretch  of  imagination,  conld  be  held  to  be  of  a 
special  type,  and,  therefore,  not  within  the  category  of  types  of 
cars  it  was  the  duty  of  the  carrier  to  provide.  The  lumbermen 
go  farther  and  insist  that  the  carriers,  by  using  the  words 
"actual  weight"  convey  a  false  impression — namely,  that  they 
think  they  are  obligated  to  carry  sufficient  dunnage  free  and 
that  500  pounds  would  cover  the  weight  of  the  necessary  dun- 
nage, when,  as  a  matter  of  fact,  that  weight  of  stakes  would 
not  make  the  car  safe  for  transportation,  in  accordance  with 
MCB  rules. 


ELECTRIFICATION  OF  RAILROADS 

The  Traffic  World   Washington  Bureau 

Electrification  of  railroad  mileage  in  the  Boston-Washington 
industrial  region  through  the  use  of  current  generated  in  part 
by  water  power  is  recommended  in  a  preliminary  report  by 
John  Barton  Payne,  secretary  of  the  interior,  to  President  Wil- 
son, on  the  progress  being  made  in  the  investigation  the  Geo- 
logical Survey  was  directed  to  make  by  Congress  of  power  pro- 
duction and  distribution  in  the  United  States. 

That  part  of  Secretary  Payne's  report  relating  to  electrifica- 
tion of  railroad  mileage  in  the  Boston- Washington  industrial  re- 
gion follows: 

"Railroads:  We  find  that  there  are  twenty  Class  I  railways 
included  in  the  Superpower  zone.  These  are  divided  as  follows: 
First  track,  14,500  miles;  second  track,  6,500  miles;  total  track- 
age (including  yards  and  sidings)  36,000  miles. 

"There  are  a  total  of  10,000  steam  locomotives,  of  which  44 
per  cent  are  freight,  29  per  cent  passenger,  and  27  per  cent 
switching. 

"The  total  annual  railroad  coal  consumption  for  1919  was 
19  million  tons. 

"Apparently  one-third  of  this  mileage  can  be  economically 
electrified,  including  the  greater  part  of  double  track  mileage 
Due  to  lack  of  traffic  density  upon  the  branch  lines  these  can 
not  be  profitably  electrified. 

"The  above  33  per  cent  of  mileage  will  carry  more  than  50 
sr  cent  of  the  traffic  and  by  preferential  arrangement  of  routes 
probably  60  per  cent  of  the  total  traffic  could  be  put  over  this 
mileage. 

"Through  the  electrification  of  the  above  mileage  a  fuel  sav- 
ing of  6,000,000  tons,  or  $40,000,000  per  annum,  would  be  effected 
Added  to  this  saving  will  be  $50,000,000  annually  as  a  difference 
favor  of  electric  versus  steam  engine  repairs  and  maintenance 
The  total  unit  cost  of  electrification  will  be  approximately 
40,000  per  mile  of  main  line  track,  which  with  12,600  miles  to 
be  electrified  would  cost  $500,000,000.    In  addition,  yard  and  sid- 
;  trackage  would  call  for  $300,000,000  or  a  total  of  $800  000  000 
sum  will  cover  the  necessary  construction  and  equipment 
the  railways  beginning  with  the  electric  substations  and  with 
the  driving  wheel  of  their  electric  motive  power. 

:h,?   electrificatton   above   outlined    will    displace   approxi- 

h    wli?  °  Si?f  mJOCr°!f  <*'  WhiCb  at  salvaee  value  of  $22  500 
11  credit    he  electrification  estimate  with  approxima  ely 

leaving   a   net    investment   of   $650,000,000,    which, 
n  connexion   with   the   afore-mentioned   savings  of   $90- 


000,000  per  annum,  would  return  approximately  14  per  cent  on 
the  investment." 

Secretary  Payne  said  the  investigation  showed  that  of  the 
total  amount  of  power  needed  for  the  railroads,  industries  and 
utilities  in  the  region  perhaps  from  20  to  25  per  cent  could  be  ob- 
tained from  the  water  power  supply. 

"This  fact,  therefore,"  said  he,  "forces  the  conclusion  that 
most  careful  consideration  must  be  given  the  efficient  develop- 
ment of  power  from  coal." 


L.  &  N.  FINANCE  DECISION 

The  Traffic   World   Washington  Bureau 

In  Finance  Docket  No  1218,  the  Commission  has  authorized 
the  Louisville  &  Nashville  to  issue  $3,500,000  worth  of  first 
mortgage  fifty-year,  six  per  cent  bonds,  dated  March  1,  1921;  and 
to  exchange  the  first  mortgage  bonds,  so  far  as  possible,  for 
six  per  cent  first  mortgage  bonds  maturing  March  1,  1921,  and 
to  sell  any  remaining  bonds  to  J.  P.  Morgan  &  Co.  at  not  less 
than  99  per  cent  of  par. 

In  the  same  decision  the  Commission  authorized  the  South- 
east &  St.  Louis  to  assume  obligations  in  respect  of  the  bonds 
issued  by  the  parent  company  by  executing  a  first  mortgage  on 
its  property  and  franchises. 

In  Finance  Docket  No.  1223,  the  Commission  also  has  au- 
thorized the  Louisville  &  Nashville  to  assume  obligations  in 
respect  of  $11,025,000  principal  amount  of  equipment  trust  cer- 
certificates  by  entering  into  an  equipment  trust  agreement,  under 
which  the  certificates  will  be  issued  by  the  United  States  Trust 
Company  of  New  York,  as  trustee,  and  thereby  guarantee  the 
payment  of  the  principal  of  the  certificates  and  the  dividends 
thereon  at  the  rate  of  6.5  per  cent.  The  authorization  also  per- 
mits the  railroad  company  to  enter  into  a  lease  of  the  equip- 
ment constructed  under  the  trust,  and  agree  to  pay  rent  suffi- 
cient to  cover  such  principal  and  dividend.  The  railroad  com- 
pany is  also  authorized  to  sell  or  dispose  of  the  equipment  trust 
certificates  at  such  price  that  the  total  cost  to  the  L.  &  N.  shall 
not  exceed  7  per  cent. 

The  trust  certificates   are  to  cover  in  part  the  acquisition  ] 
of  34  locomotives,  38  passenger  coaches  and  4,800  freight  cars 
at  a  cost  of  about  $14,533,379. 


COAL  PRODUCTION  REPORT 

The  Traffic  World  Washington  Bureau 

The  present  rate  of  production  of  soft  coal   is  below  the  I 
lowest  point  reached  in  1920  during  the  railroad   switchmen's 
strike,  the  Geological  Survey,  Department  of  the  Interior,  said  ! 
in  its  weekly  report  under  date  of  Feb.  26.    For  the  week  ended 
Feb.  19  the  output  was  estimated  at  7,472,000  net  tons,  a  decrease 
of   395,000   tons  as   compared   with   the   preceding  week.     With 
car  and  labor  supply  at  present  ample,  the  factor  limiting  pro-  < 
duction  is  the  absence  of  demand,  the  Survey  said. 

The  following  statement,  furnished  by  the  American  Railway 
Association,  shows  the  number  of  cars   loaded  daily:     Feb.  14,! 
27,228;  Feb.  15,  23,141;   Feb.  16,  24,434;  Feb.  17,  22,495;   Feb.  18,| 
23,355;    Feb.    19,    14,533.     Loadings   on   Feb.   21   and   22   totaled 
25,000  and  20,000  cars,  respectively,  or  10  per  cent  less  than  for. 
the  corresponding  days  of  the  week  preceding.     To  what  extent  j 
the  decrease  represents  a  continuation  of  the  downward  tendency  i 
of  production  and  to  what  extent  it  was  caused  by  the  occurrence  i 
of  the  holiday  on  Feb.  22,  remains  to  be  seen,  the  Survey  said. 

The  all-rail  movement  to  New  England  during  the  week 
ended  February  19  was  almost  the  same  as  that  of  the  week 
preceding.  As  shown  by  reports  to  the  American  Railway  Asso-l 
ciation,  3,377  cars  were  forwarded  through  the  five  rail  gate-: 
ways,  Harlem  River,  Maybrook,  Albany,  Rotterdam  and  Me-! 
chanicsville.  This  was  but  13  cars  less  than  during  the  week) 
of  February  12.  Shipments  for  the  corresponding  week  in: 
1920  were  2,916  cars,  and  in  1919,  8,082  cars. 

In  the  summary  of  the  Survey's  report  published  in  The 
Traffic  World  of  Feb.  26,  it  was  stated  production  fell  below  thei 
800,000  mark  in  the  week  ending  Feb.  12.  This  was  an  error! 
and  should  have  been  8,000,000. 


ERIE    EQUIPMENT  TRUST 

The  Erie  Railroad  Company  has  applied  to  the  Commission 
for  authority  to  execute  an  equipment  trust  agreement  under1 
which  $4,600,000  of  equipment  trust  certificates  will  be  Issued! 
and  which,  in  fact,  was  entered  into  by  the  carrier,  the  Standard! 
Steel  Car  Company  and  the  United  States  Mortgage  and  Trust 
Company  before  the  effective  date  of  the  Commission's  juris-; 
diction  over  the  issuance  of  railroad  securities.  The  certificatesj 
however,  were  not  delivered  to  the  car  company  prior  to  Junej 
28,  1920,  when  the  provisions  of  the  transportation  act  as  tojj 
regulation  of  securities  became  operative,  and,  therefore,  the|i 
company  now  asks  for  approval  of  the  transaction. 


You  can  get  the  day's  important  traffic  news  every 
working  day  in  the  year  through  THE  DAILY 
TRAFFIC  WORLD. 
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FOR  EXPERT  TARIFF  COMPILATION 

The  TARIFF  DEPARTMENT  of 

The  Traffic  Service  Corporation 

Our  Tariff  Service  includes— 

The  compilation,  printing  and  filing  of  Freight  and  Passenger  Tariffs. 

The  compilation,  printing  and  filing  of  Tariff  Indexes  and  supplements  thereto: 

Indexes  are  revised  by  a  check  against  the  public  tariff  file  of  the  Interstate  Commerce  Commission. 

Supplements  to  Indexes  are  compiled  from  data  secured  in  our  daily  examination  of  all  new  tariffs  and 
supplements  filed  with  the  Commission.  You  can  keep  your  tariff  file  up-to-date  by  checking  our 
Index  supplements  against  it. 

Special  Service  in  solving  knotty  rate  and  tariff  problems.  We  offer  you  the  benefit  of  our  records 
and  the  experience  gained  by  our  staff  of  transportation  experts  in  the  daily  study  of  live 
rate  and  tariff  questions. 

The  same  policy  of  thorough,  accurate  work,  by  men  of  ability,  which  has  been  maintained  in 
the  various  activities  of  The  Traffic  Service  Corporation,  governs  in  our  Tariff  Department. 

Estimates  gladly  submitted  on  any  tariff  publication.     Write  us  today  about  your  tariff  problems. 

The  Traffic  Service  Corporation 

Suite  505   Colorado  Building,  Washington,  D.  C. 


R.  B.  YOUNQ,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go. 

312-314-316  WILLIAMSON  STREET          P.  0.  Box  985 

General      Storage  —  Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Broker* — Track    Connections    with    all     Railroads    and    Steamship 
Dock* — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phone  No.  4683  SAVANNAH,  GA. 


CARLSON'S  INDUSTRIAL 

Traffic  Managers9  College 

Top  Floor  Tribune  Bldg.,   New  York,   N.  Y. 

Practical  Instructions  given  by  Expert  Traffic  Managers.  No 
Theory,  actual  use  of  tariffs  as  applied  to  Domestic,  Import  and 
Export  Shipping.  TEXT  MATTER  includes  important  changes  In 
Rules  and  Regulations,  up  to  date,  in  loose-leaf  form. 

Night  Classes.  Personal  Instructions  by  Mall. 

Prospectus    Free.          Correspondence    Solicited. 


CINCINNATI,  OHIO 

J.  C.  BUCKLES  TRANSFER  COMPANY 

67  Plum  Street 

FREIGHT  FORWARDING  AND  TRANSFER  AGENTS 

Distributors  and  Forwarders  of  Pool  Cars  a  Specialty 
Both  Team  end  Motor  Truck  Service.    Also  Export  Freight  Contractors 

CHICAGO 

Jos.  Stockton  Transter  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  ef  Every  Description — City  Delivery  Service  end  Carload 
Distributors 

PORTLAND,      OREGON 

OREGON  TRANSFER  COMPANY 

Established  In  1868 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

No  switching  chare*  <">  carload  shipments. 


SEATTLE  TRANSFER  CO. 


123  Jackson  St. 


Seattle,  Wash. 


Quick  Distribution  of  all  Pool  Cars 
100,000  sq.  ft.  of  warehouse  space 
Warehouse-men  and  forwarders. 


ROCHESTER,  NEW  YORK 

General  Storage      Forwarding      Carload  Distribution 

Excellent  facilities  for  renhipplng  without  cartage.  Inauraaer  rats 
12  cents.  Members  of  American  Warehousemen's  Association  tni 
American  Chain  of  Warehouses. 


B.    R. 


Write  for  particulars. 
P.    WAREHOUSE.    Inc.  KINO   AND    MAPLI    BTa 


EL  PASO,  TEXAS 

GENERAL  STORAGE  DISTRIBUTION 
BONDED  ..SPACE  FOR  GOODS  SHIPPED  IN  BOND] 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.  Ft.  Floor  Space—  Fireproof  —  Bonded  —  $200,800  Capital 
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No.   12208.     Union   Refining  and  Pipe  Line   Co.,   Inc.,   Shreveport,   vs. 

D\^nCJt°srt(a<nndC'unilasonable  rates  and  charges  from  Burkburnett, 
Wichita  Falls  and  Iowa  Park.  Tex.,  to  Oil  City,  La  or 'crude  oil 
in  that  they  exceeded  the  continuous  mileage  rates  for  similai 

'."'  Sioux   City,   la.,   vs.    Director   Gen- 


No. 

*  UnJuaTand  unreasonable  rates  on  imported  soya  bean.  Peanut, 
cocoanut  and  other  oils  from  Pacific  coast  ports  including  Seattle, 
Kven-tt.  San  Francisco.  Oakland.  Tacoma  and  other  ports,  to 
Smith  Omaha.  Kansas  City.  Calumet,  Memphis  and  other  mtei- 
statc  destinations,  during,  tin-  period  of  federal  control.  Ask  tor 
a  cease  and  desist  order  and  reparation  of  $22,282. 

No    12210.      \im>rican   Fruit  and  Vegetable  Shippers    Assn.   et  al.   vs. 
Hangor  &  Aroostook  R.  R.  Co.  et  al. 

Unjust    and    unreasonable    charges    for    transit    of    potatoes    i, 
Eastman  refrigerator  cars.     Ask  for  just  and  reasonable  rates  and 

No  'l221?eSHaskins  Hros.  &  Co..  St.  Paul,  Minn.,  vs.  C.  B.  &  Q.  et  al. 
\gaiii8t  the  assessment  of  the  Chicago  rate  on  imported  cocoa- 
nut  oil  In  tank  cars  from  Berkeley  and  San  Francisco,  Cal.,  to  bt. 
Paul,    as   unjust   and   unreasonable.     Ask   for  a   cease    and    desist 
order  and  reparation. 
No.   12212.     Humble  Oil  and  Refining  Co.  vs.  Director  General. 

Unjust  and  unreasonable  rates  on  one  tank  carload  of  crude  oil 
from  Iowa  Park,  Tex.,  to  New  Orleans,  due  to  alleged  misroutmg. 
Ask  for  reparation. 

No    12213.    Sullivan  Lumber  Co.,  Portland,  Ore.,  vs.  Director  General. 
Unjust  and  unreasonable  charges  on  a  shipment  of  lumber  from 
Timber    Ore.,  to  Cochaise.  Ariz.,   by  reason  of  alleged  violation  of 
the  Order  Bill  of  Lading  Rules.    Ask  for  reparation. 
No.  12215.    East  St.  Louis  (111.)  Stone  Co.  vs.  Alton  &  Southern,  Di- 
rector General,  et  al. 

Unjust  and  unreasonable  rates  on  cfushed  rip-rap,  rubble  and 
macadam  stone  from  Falling  Spring,  111.,  to  St.  Louis.  Asks  for 
reasonable  rate  and  reparation. 

No.  12216.     Walsh  Fire  Clay  Products  Co.,  St.  Louis,  vs.  John  Barton 
Payne,  Chicago  &  Alton,  et  al. 

Against  a  rate  of  5.5c  on  clay  from  Whiteside,  Mo.,  to  Vandalia, 
as  unjust  and  unreasonable   to  the   extent  that   it   exceeded  and 
exceeds  4.5c.    Asks  for  a  cease  and  desist  order  and  reparation. 
No.  12217.    Central  Wisconsin  Supply  Co.,  Beaver  Dam.  Wis.,  vs.  Min- 
neapolis, St.  Paul  &  Sault  Ste.  Marie  R.  R.  and  Director  General. 
Alleges   the   collection   of  $120  as  penalty  storage   at  Minnesota 
Transfer  from  January  16  to  January  30,  1920,  without  tariff  au- 
thority.    Asks  for  reparation. 

No.  12217,  Sub.  No.  1.    Central  Wisconsin  Supply  Co.,  Beaver  Dam,  vs. 
Great  Northern. 

Alleges  that  $50  penalty  demurrage  assessed  at  Minnesota 
Transfer  on  a  carload  of  lumber  was  unjust  and  unreasonable. 
Asks  for  reparation. 

No.  12218.    Empire  Refineries,  Inc.,  Tulsa,  Okla.,  vs.  A.  T.  &  S.  F.  and 
Director  General. 

Unjust  and  unreasonable  rates  and  charges  on  five  cars  of  fuel 
oil   from  Ponca  City,  Okla.,   to  Arkansas   City,   Kan.,   diverted   to 
Hutchinson.     Asks  for  cease  and  desist  order  and  reparation. 
No.    12219.      Lockwood    Mfg.    Co.,    Kansas    City,    vs.    New    York,    New 
Haven  &  Hartford  et  al. 

Alleges  that  carriers  assessed  on  oil  cloth  the  ratings  applicable 
to  ariflcial  leather  in  Official  Classification  in  western   territories, 
thereby  causing  unjust,  excessive  and  unlawful  charges  applicable 
to  oil  cloth.    Asks  for  cease  and  desist  order  and  reparation. 
No.  12219,  Sub.  No.  1.     Same  vs.  John  Barton  Payne,  as  agent. 
Same  as  foregoing  as  to  shipments  during  federal  control. 
No.  12220.     Pittsburgh  Steel  Co.,  Monessen,  Pa.,  vs.  Pittsburgh  &  Lake 
Erie  et  al. 

Against  a  rate  of  25^c  on  two  carloads  of  nails,  wire  and  staples 
from  Monessen  to  Weston,  W.  Va.,  as  unjust  and  unreasonable  be- 
cause in  excess  of  l!H£c  claimed  to  be  the  proper  rate.  Asks  for 
reparation  down  to  the  19%c. 

No.  12221.    Stetson,  Cutler  &  Co.  vs.  Bangor  &  Aroostook  and  Director 
General. 

Against  a  sixth  class  rate  of  19c  on  soft  coal  from  St.  Leonard, 
N.  B..  to  Griswold,  Me.,  as  unjust  and  unreasonable  because  the 
carriers  maintained  a  rate  of  $1.80  per  ton  from  St.  Leonard  to 
i, oints  more  distant  therefrom  than  Griswold.  Asks  for  a  cease 
and  desist  order  and  reparation. 

No.  12222.     William  L.  Carney,  Chicago,  vs.  Chicago,  Terre  Haute  & 
Southeastern  and  Payne. 

Alleges  overcharges  on  cars  to  points  within  the  switching  limits 
of  Chicago.     Asks  for  reparation. 
No.  12223.    Armour  &  Co..  Chicago,  vs.  Northern  Pacific  et  al. 

Against  a  rate  of  $2.47%  on  frozen  meat  from  Spokane.  Wash., 
to  New  York  for  export,  between  August  6,  1917,  and  March  25 
1918.  as  unjust  and  unreasonable  to  the  extent  that  it  exceeded 
J1.50  per  100  pounds.  Asks  for  reparation  amounting  to  $50,587. 
No.  12224.  P.  Burns  &  Co.,  Ltd.,  Calgary,  Canada,  vs.  Chesapeake  & 
Ohio. 

Against  a  rate  of  44c  on  cattle  from  Timberville,  Va.,  to  New- 
port   News    for   export    to    Belgium    as    unjust    and    unreasonable 
Asks  for  reparation. 
No.  12224,  Sub.  No.  1.     Same  vs.  B.  &  O.  et  al. 

Same  as  to  shipments  from  Cave  Station,  Newport  News 
No.  12224,  Sub.  No.  2.    Same  vs.  Payne.  Director  General. 

Same  as  foregoing  with  regard  to  shipments  from  Cave  Station 
and  Fort  Defiance  to  Newport  News.     Same  prayer 
No.    12225.     Pittsburgh   Steel  Co.   vs.    Pittsburgh   &  Lake   Erie,    Payne 
et  al. 

Against  a  rate  of  12c  per  100  Ibs.  on  hoop  steel  from  Glassport 
1'a..  to  Manor.  Pa.,  between  August  1  and  October  23,  1918,  as 
unjust  and  unreasonable  because  and  to  the  extent  that  it  ex- 
reeded  a  rate  of  4%c.  Asks  for  reparation. 

No.   12226.     Mid-Continent  Equipment  and   Machinery   Co.,   St    Louis 
vs.  M.  &  O. 

_  Unjust  and  unreasonable  rates  on  new  steel  rails  from  Memphis 
M-  TvTo","  V0,  poa!',ta-  '"•     Ashs  for  reasonable  rates  and  reparation. 

Driscoll  Coal  and  Wood  Co.  et  al.,  Pueblo,  Colo,    vs    Payne 
njust  and  unreasonable  rates  on  lump,  egg,  run  of  mine,  hlack- 
.  nut,  slack  and  pea  coal  from  the  Walsenburg  and  Trini- 
dad districts  to  Pueblo  on  shipments  after  June  25.   1918,   in  that 
higher   than    those  to  Minnequa   were   assessed.      Ask    for  a 
KI     '«^!i!£  lllul  llt'slst  order  and   reparation. 

No.  12228.     Bradford  Rig  and  Reel  Co.,  Tulsa,  Okla.,  vs.  A.  T    &  S    F 
ami   i*aj  no  et  al. 

njust  and  unreasonable   rates  on  rig  irons  from  tola,  Kan.,   to 
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Tulsa    Okla.,    on   shipments   after   March   1,    1918,    to   the   present 

time.    Ask  for  reasonable  rates  and  reparation. 

12229.     H.  Kempner,  Galveston,  vs.  G.  H.  &  S.  A.  et  al. 

Unjust  and  unreasonable  rates  on  cotton,  compressed  in  transit, 
from  Blytheville,  Ark.,  to  Galveston.  Asks  for  reasonable  rates 

ain2230?PaUnVt°ed'  Iron  Works   Co.,   Inc.,   Kansas   City,   vs.   A.   T.    & 

sf^nd  unreasonable  rates  on  pig  iron  from  the  Birmingham 
district  to  Springfield,  Aurora  and  Joplin,  Mo.,  Pittsburgh,  lola  and 
Independence,    Kan.,    and   Okmulgee,    Okla.      Asks    for   reasonable 
rates  and  reparation. 
12231.     Reeves  Coal  and  Coke  Co.,  Minneapolis,  vs.  Payne. 

Unjust  and  unreasonable  rates  on  a  carload  of  coal  from  Hills- 
boro.  111.,  to  Elroy,  Wis.  Asks  for  reparation. 

12232.  Weaver  Bros.   Lumber  Co.,    Shreveport,    La.,    vs.    Director 
General  Payne,  as  agent. 

Alleges  rate  of  39c  on  lumber  from  Preston.  La.,  to  Eastland, 
Tex.,  was  unjust,  unreasonable  and  discriminatory  in  that  it  ex- 
ceeded 23%c.  Asks  reparation. 

12233.  Hudson   Mule   Co.    et   al.,    Montgomery,    Ala.,    vs.    Director 
General  Payne,  A.  T.  &  S.  F.  et  al. 

Unjust,  unreasonable  and  unduly  preferential  rates  on  horses 
and  mules  between  points  in  Illinois,  Indiana,  Ohio,  Missouri. 
Kansas,  Nebraska.  Iowa,  South  Dakota  and  Oklahoma  and  points 
in  Alabama  and  Georgia.  Asks  cease  and  desist  order,  just  and 
reasonable  rates  and  reparation. 

12234.  The  Barrett   Co.,   New  York,    N.    Y.,    vs.    Director   General 
Payne,  B.  &  O.  et  al. 

Unjust  and  unreasonable  rates  on  crude  anthracene  from  Lns- 
ley,  Ala.,  to  Frankford.  Philadelphia.  Pa.,  in  that  prior  to  August 
26,  1920,  they  exceeded  39%c  and  since  that  date  52%c  per  100 
Ibs.  Asks  cease  and  desist  order,  just  and  reasonable  rates  and 
reparation  of  $7,127.90. 

12235.  Michigan   Manufacturers'    Assn.,    Detroit,   Mich.,    vs.    C.   & 
O.  et  al. 

Unreasonable,  unjustly  discriminatory,  unduly  preferential  and 
prejudicial  rates  on  bituminous  and  cannel  coal  from  points  of 
origin  in  Ohio,  Pennsylvania,  Maryland,  Virginia,  West  Virginia, 
Kentucky  and  Tennessee  to  points  in  lower  peninsula  of  Michigan 
because  carriers  in  making  effective  increases  on  June  25,  1918; 
August  15,  1919,  and  August  26.  1920,  did  not  comply  with  Commis- 
sion's order  in  bituminous  coal  to  C.  F.  A.  territory.  46  I.  C.  C.  66. 
and  increased  rates.  1920.  Asks  cease  and  desist  order,  just  and 
reasonable  rates  and  reparation. 

12236.  Providence  Fruit  and  Produce  Exchange  et  al.,  Providence, 
R.  I.,  vs.  Seaboard  Air  Line,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  cabbage  from  Coleman,  Fla., 
to  Providence.  R.  I.,  because  of  use  of  estimated  weights.  Asks 
cease  and  desist  order,  just  and  reasonable  rules  and  practices  and 
reparation. 

12237.  The   Farmers'    Square   Deal    Grain   Co.    et   al.,    Morris  and 
Newark,  111.,  vs.  Fox  &  Illinois  Union  et  al. 

Asks  that  through  routes  for  shipment  of  grain  be  opened  over 
lines  of  defendant  carriers  from  elevators  of  complainants  to 
South  Chicago,  III.,  and  that  joint  rates  be  established. 

12238.  Standard    Shipbuilding   Corporation,    New    York    City,    vs. 
Director  General  Payne,  Central  R.  R.  of  N.  J. 

Unjust  and  unreasonable  rates  because  of  refusal  of  defendants 
to  lighter  freight  from  Elizabethport  and  Jersey  City  piers  to 
Shooters  Island  free  of  charge  while  that  practice  was  followed 
prior  to  April  1,  1918.  Asks  cease  and  desist  order,  re-establish- 
ment of  free  lighterage,  just  and  reasonable  maximum  rates,  al- 
lowances of  rebates  and  reparation  of  $25,203.13. 

12239.  Cairo  (111.)  Assn.  of  Commerce  vs.  A.  T.   &  S.   F.   et  al. 
Unjust,    unreasonable   and    discriminatory    rates   on    lumber   and 

articles  taking  same  rates  between  Illinois  and  Missouri  points 
as  compared  with  rates  between  points  in  Missouri.  Asks  for  just, 
reasonable  and  non-discriminatory  rates. 

12240.  Phoenix    Refining    Co.    et    al.,    Tulsa,    Okla.,    vs.    A.    T.    & 
S.  F.  et  al. 

Unjust  and  unreasonable  rates  on  second-hand  oil  well  casing 
and  supplies  from  Howard,  Kan.,  to  Anadarko,  Okla.,  by  reason 
of  misrouting.  Asks  cease  and  desist  order  and  reparation. 

12241.  Standard  Pencil  Co.,  St.  Louis,  vs.  Director  General  Payne. 
Unjust,    unreasonable    and    unduly    prejudicial    rates    on    cedar 

pencil  slabs  from  Cotter,  Ark.,  to  St.  Louis  as  compared  with  rate 
to  New  York  City.  Asks  for  reparation. 

12242.  The  Hipolite  Co.,  St.  Louis,  vs.  Akron,  Canton  &  Youngs- 
town,  Payne  et  al. 

Unjust,   unreasonable   and  prejudicial  rates  on   "Hip-O-Lite,"  a 
prepared  marshmallow  creme,  between  various  points  in  the  U.  S.  - 
by    reason    of   classification    applied    to    that    product.      Asks    for 
classification  that  will  produce  reasonable  rates  and  reparation. 

12243.  Endicott-Johnson  Corp.,  Endicott,  N.  Y.,  vs.  Erie. 
Unjust  and  unreasonable  rates  on   bituminous  coal  from  Morris 

Run,  Pa.,  to  Endicott  and  Johnson  City,  N.  Y.  Asks  just  and 
reasonable  rates  and  reparation. 


ACQUISITION  OF  E.  &  T.  H. 

The  Traffic  World  Washington  Bureau 

Approval  of  the  acquisition  by  the  Cleveland,  Cincinnati, 
Chicago  &  St.  Louis  Railway  Company  of  the  control  of  the 
Evansville,  Indianapolis  and  Terre  Haute  Railway  Company  is 
requested  in  a  petition  filed  with  the  Commission  by  the  former 
road. 

The  applicant  states  that  the  Evansville  road  recently 
emerged  from  receivership  proceedings  and  is  in  a  rundown  con- 
dition, and  that  its  acquisition  by  the  applicant  will  facilitate  its 
rehabilitation.  The  control  is  proposed  to  be  obtained  by  the  pur- 
chase of  the  capital  stock  of  the  Evansville  road.  The  company's 
owned  road  extends  from  Terre  Haute  to  a  junction  with  the 
Chicago  and  Eastern  Illinois  railroad  about  3%  miles  north  of 
Evansville,  which  it  enters  under  a  trackage  agreement  with 
that  line. 

The  road  serves  a  region  producing  substantial  quantities 
of  bituminous  coal,  as  well  as  agricultural  and  other  products, 
the  applicant  states,  and  acquisition  by  it  of  the  property  would 
be  in  the  interests  of  producers,  consumers  and  the  general  pub- 
lic because  better  transportation  facilities  will  be  afforded 
thereby. 
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Tariff  Information 


Blakely  Printing  Co. 

418  So.  Market  St. 

Chicago  Railway  Printing  Co. 

720  So.  Dearborn  St. 

Excelsior  Printing  Co. 

732  Federal  St. 

The  Faithorn  Company 

500  Sherman  St. 

Faulkner-Ryan  Company 

712  Federal  St. 

Gunthorp-Warren  Printing  Co. 

132  So.  Clark  St. 

Hedstrom-Barry  Co. 

618  Sherman  St. 

Hillison  &  Etten  Co. 

638  Federal  St. 

F.  J.  Riley  Printing  Co. 

501  So.  La  Salle  St. 

Henry  O.  Shepard  Co. 

632  Sherman  St. 


HE  additional  Tariff 
facilities  that  you  will 
need  at  the  last  mo- 
ment are  in  Chicago. 

The  plants  below  have 
a  capacity  of  40, 000 
pages  per  month. 

Get  in  touch  with  one 
or  more  of  them  now 
so  that  you  are  estab- 
lished as  a  regular 
buyer  in  the  largest 
tariff  market  in  the 
world. 
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Docket  of  the  Commission 


this  Docket  will  be  noted  elsewhere. 
March  7— Cincinnati.  O.— Examiner  Gaddess: 
12109— Ault  &  Wiborg  Co.  vs.   Director  General,  P.   C.   C.   &  t>t.   i. 

12ii9^Isame  vs.  Director  General,  Southern  Ry.  et a'- 
1207lPcharles  C.  Oyler  &  Son  vs.  Louisville  &  Nashville, 


12107—  The  Ferd  Brenner  Lumber  Co.  et  al.  vs.  Director  General,  A. 

M^O!T¥^ 

Portions  of  fourth  sect.  app.  349,  R.  H.  C  mntiss. 
March  11—  Oklahoma  City,  Okla.—  Examiner  Eddy: 
12090—  Oklahoma  Traffic  Assn.  vs.  C.  R.  I.  &  r.  el 


,  Maryland,  Director  General  et  al. 

March  7— Louisville,  Ky. — Examiner  Seal:  _    „    „ 

12130-Standard  Oil  Co.   (Ky.)   vs.  Director  General.  B.  &  O.  R.  R. 

12106^-West  Kentucky  Coal  Bureau  vs.  Illinois  Central  et  al. 
March  7— Kansas  City,  Mo.— Examiner  Eddy: 

12117— Stewart  Sand  Co.  vs.  A.  T.  &  S.  F.  et  al. 

12144—  Midland  Coal  Co.  et  al.  vs.  Midland  Valley  et  al. 
March  7— Pittsburgh,  Pa.— Examiner  Keene: 

12137— West  Virginia  Metal  Products  Corp.  vs.  B.  &  O.  et  al. 

12143— Gulf  Refining  Co.  of  Louisiana  vs.  St.  L.-S.  F.  et  al. 
March  7— Chicago,  III.— Examiner  Mackley: 

12062— Wilson  &  Co.,  Inc..  vs.  Director  General. 

12067— Wilson  &  Co.,  Inc.,  vs.  A.  T.  &  S.  F    et  al  . 

12068— Wilson  &  Co..  Inc..  of  Oklahoma  et  al.  vs.  C.  B.  &  Q.  et  al. 
March  7— Fargo,  N.  D. — Examiner  Disque: 

12014— Equity  Co-operative  Packing  Co.  vs.   Director  General 

120lT(Sub.  No.  1)— Equity  Co-operative  Packing  Co.  vs.  Nor.  Pac. 
March  8— Washington,  D.  C.— Examiner  Early: 
.  11983— Moshassuck  Valley  R.  R.  Co.  vs.  N.  Y.  N.  H.  &  H.  et  al.  (for 

further  hearing). 
March  8— Chicago.  111.— Examiner  Mackley: 

12076 — Armour  &  Co.  vs.  Nor.  Pac.  et  al. 

12128— Armour  &  Co.  vs.  C.  &  N.  W.  et  al. 
March   9— Washington,   D.   C.— Examiner  Bartel: 

12081— Fairmont  and  Cleveland  Coal  Co.  vs.  B.  &  O. 

12082 — Fairmont  and  Cleveland  Coal  C9-  vs.  Mononganela. 

12083 — The  New  River  Co.  et  al.  vs.  Virginian. 

12084 — The  New  River  Co.  et  al.  vs.  C.  &  O. 
March  9— Paducah,  Ky.— Examiner  Seal: 

12118 — West  Kentucky  Coal  Co.  vs.  Director  General,  as  agent. 
March  9— Cleveland,  O.— Examiner  Keene: 

12131— The  Cleveland  Provision  Co.  vs.  A.  T.  &  S.  F.  Ry.  et  al. 

12060— The  National  Refining  Co.  vs.  L.  E.  &  W.  et  al. 
March  9 — Richmond,  Va. — Examiner  Woodrow: 

12080 — David  M.   Lea  &  Co.,  Inc..  vs.   Richmond,   Fredericksburg  & 

Potomac  et  al. 
March  9 — Chicago.  111. — Examiner  Mackley: 

12127— Swift  &  Co.  vs.  St.  L.-S.  F.  et  al. 

12113— Swift  &  Co.  et  al.  vs.  B.  &  O.  et  al. 
March  9— Billings,  Mont— Examiner  Disque: 

12065— W.  P.  Parks  vs.  C.  B.  &  Q.  et  al. 

March  9— Argument  at  Washington,  D.  C.: 
11746— Gaynor  Lumber  Co.  vs.  Chicago  &  Northwestern  et  al. 
11508— Hastings  Commercial  Club  et  al.   vs.   Chicago.  Milwaukee   & 

11296— William  Alter  et  al.  vs.  Chicago  Great  Western  et  al. 
March  10 — Washington,  D.  C. — Examiner  Kephart: 

12087— Western  Maryland  Ry.  Co.  vs.  Pennsylvania. 
March  10 — Chicago.  III. — Examiner  Mackley: 

12069 — General   Chemical   Co.   vs.    Director   General,    Central   of   Ga. 

12077— American  Milling  Co.   vs.   Director  General,   Peoria  &   Pekin 

Union  Ry.  et  al. 

March  10 — St.  Louis,  Mo.— Examiner  Gaddess: 
12110 — Mid-Continent  Equipment  and  Machinery  Co.  vs.   Chicago  & 

Alton  R.  R.  et  al. 

12141— Mississippi  Valley  Iron  Co.  vs.  C.  B.  &  Q.  et  al. 
12073 — Tuffll  Bros.  Pig  Iron  and  Coke  Co.  vs.  Pa.  R.  R.  et  al. 
March  10 — Cairo,   III. — Examiner  Seal: 

12114 — Charleston  Milling  Co.  vs.  Mo.  Pac.  R.  R. 
March  10 — Panama  City,  Fla. — Railroad  Commission  of  Florida: 
Finance  Docket  1159— In  the  matter  of  the  application  of  the  Atlanta 
&  St.  Andrews  Bay  Ry.  Co.  for  a  certificate  of  public  convenience 
and  necessity. 

March  10 — Argument  at  Washington,  D.  C.: 

11821 — Sioux  City  Brick  and  Tile  Co.  et  al.  vs.  Director  General. 
11478 — The  Nebraska  Seed  Co.  vs.  Chicago  &  Northwestern  et  al. 
11412 — Jerpe  Commission  Co.,  Inc.,  vs.  Chicago,  Burlington  &  Quincy 

et  al. 

11693 — Flanley  Grain  Co.  et  al.  vs.  Director  General. 
March  11— Washington,  D.  C. — Examiner  Kephart: 

12124— W.  A.  Wimsatt  vs.  B.  &  O.  et  al. 
March  11 — Chicago,  111. — Examiner  Mackley: 
12125 — American  Magnesia  Products  Co.   vs.   Muscatine,   Burlington 

&  Southern  R.  R.  et  al. 

March  11 — Memphis.  Tenn. — Examiner  Seal: 

12089 — Memphis  Freight  Bureau  for  Phoenix  Cotton  Oil  Co.  vs.  Di- 
rector General,  as  agent. 


ction  System  et  al. 


points  in  Florida. 


al. 


G^neTa,  and  Chicago,  West  Puli- 


man  &  Southern. 


e  and  related  points. 

March  12  —  Washington,  D.  C.  —  Examiner  Kephart: 
12?36—  The  Baltimore  Trust  Co.  and  C.  C.  Pusey,  receivers  of  Hess 
Steel  Corporation,  vs.  Director  General. 

Illinois  Central  et  al. 


Kansas  City,  Mo., 
to  Texas  points. 

March  14 — Lincoln,  Neb. — Examiner  Gaddess: 
11720--Western  Brick  and  Supply  Co.  of  Lincoln  vs.   Director  Gen- 

11727— Western  Sand  and  Gravel  Co.   vs.   Director  General.  C.   B.  & 

Q.  et  al. 
March  14— Indianapolis,  Ind.— Examiner  Keene: 

12032— Link-Belt  Co.  et  al.  vs.  P.  C.  C.  &  St.  L.  et  al. 
March   14— Philadelphia,  Pa.— Examiner  Kephart: 

12142— John   Buckland,    trading   as   National   Slag   Co.,    vs.    Director 

11188— Sterling  Lumber  Co.  vs.  Pennsylvania  Western  Lines  et  al. 
March   14— Seattle,  Wash.— Examiner  Disque: 

12075— American   Wood   Pipe    Co.    vs.    Oregon-Washington    R.   R.    * 
Nav.  Co.  et  al. 

12097 — George  F.  Ambrose  vs.  Director  General. 

12135— Joseph    Sussman,    doing   business   as   Tacoma   Junk   Co..    vs. 

Nor.  Pac. 
March  14 — Atlanta.  Ga.— Examiner  Woodrow: 

12095 — Empire  Cotton  Oil  Co.  vs.  A.  C.  L.  et  al. 
March  14— Helena,  Ark.— Examiner  Seal: 

12115 — Helena  Traffic  Bureau  et  al.  vs.  Mo.  Pac.  et  al. 
March  14— Chicago,  111.— Examiner  Mackley: 

10927— Silica  Sand  Producers'   Traffic  Assn.   of  Illinois  vs.   C.   B.   ft 

11940 — Great  Lakes  Dredge  and  Dock  Co.  vs.  Illinois  Central  et  al. 
March  14 — El  Paso.  Tex. — Examiner  Eddy: 

I    and  S.  1291  and  first  supplemental  order— Transfer  of  33%  Per  cent 
Group  J  points  to  Group  G  basis  to  north  Pacific  coast  points. 

March  15— Seattle.  Wash.— Examiner  Disque: 

11982— A.  and  C.   Mill  Co.   et  al.   vs.   Director  General,   Aberdeen   & 
Rockftsh  et  al. 

12074 — Mitsui  &  Co.  vs.  Great  Northern  et  al. 
March  15— Chicago,  111.— Examiner  Mackley: 

10526— Anaconda  Copper  Mining  Co.  et  al.  vs.  Ann  Arbor  et  al. 

10581— American   Smelting   and   Refining   Co.    et   al.    vs.    Ann   Arbor 

et  al. 
March  15— Birmingham,  Ala.— Examiner  Woodrow: 

12064 — Birmingham  Packing  Co.  vs.   Illinois  Central  et  al. 

12112— Sloss  Sheffield  Steel  and  Iron  Co.  vs.  Director  General. 

March  16— New  York,  N.  Y.— Examiner  Kephart: 

12096— Botany  Worsted  Mills  et  al.  vs.  Boston  &  Albany  et  al. 

12072 — The  Barrett  Co.  vs.   Pennsylvania  et  al. 
March  16— Parkersburg,  W.  Va.— Examiner  Keene: 

12056— The  Parkersburg  Rig  and  Reel  Co.  vs.  B.  &  O.  et  al. 

12103— The  Parkersburg  Rig  and  Reel  Co.  vs.  Texas  &  Pac.  et  al. 

12126— The  Parkersburg  Rig  and  Reel  Co.  vs.  B.  &  O.  et  al. 

12138 — The  Parkersburg  Rig  and  Reel  Co.  vs.  M.  K.  &  T.  et  al. 
March  16 — Nashville,  Tenn. — Examiner  Seal: 

12122 — Traffic  Bureau  of  Nashville,  Tenn.,  vs.  Louisville  &  Nashville 
et  al. 

12102— Allfeed  Milling  Co.  et  al.  vs.  Louisville  &  Nashville  et  al. 
March  16 — Phoenix,  Ariz. — Examiner  Eddy: 

12024 — Arizona  Packing  Co.  et  al.  vs.  Director  General,  as  agent. 
March  16 — Omaha,  Neb. — Examiner  Gaddess: 

12129— Nebraska  Bridge   Supply  and  Lumber  Co.   vs.   Director  Gen- 
eral, as  agent. 

12101— Western   Newspaper  Union   vs.   Adirondack   &   St.    Lawrence 

et  al. 
March  16 — Seattle.  Wash. — Examiner  Disque: 

12094 — Bloedel  Donovan  Lumber  Mills  et  al.  vs.  Ann  Arbor  et  al. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

National  Live  Stock  Exchange  vs.  A.  T.  &  S.  F.  Ry.  Co.  et  al.,  at  Chicago,   Feb.   16,   17,   1921 — 512   pages   of   transcript. 

To  prescribe  reasonable  and  just  rules,  rates  and  regulations. 

Official  transcripts  of  the  testimony  taken  in  proceedings  Company,   official   reporters   to   the   Commission,    Woolworth 

of  the  Commission   (see  Docket  of  the  Commission  in  each  Building,  New  York  City. 

issue  of  The  Traffic  World)   throughout  the  country  except  The  charge,  as  fixed  by  the  Commission,  is  12%  cents  per 

Washington  can  be  had  only  from  The  State  Law  Reporting  page  for  each  copy  furnished. 
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Tagging  Hie  lost  hours 


/COUNTLESS  labor  hours  are  lost  to 
^-^  business  because  of  inaccurate  check- 
ing of  operations  in  shop  and  factory.  Tag 
those  lost  hours. 

Put  the  efficiency  into  your  work  tags 
that  you  put  into  the  rest  of  your  account- 
ing; into  your  cost  system;  into  check 
protection. 

We  have  put  the  tag  on  a  level  with 
these  more  efficient  methods.  We  have 
data  on  what  can  be  done  with  tags  that 
will  open  your  eyes  to  new  possibilities  in 
shop  practice. 

When  values  are  considered,  we  make 
tags  cost  less.  Our  great  plant,  capable  of 
turning  out  millions  of  tags  a  day,  is  full 
of  automatic  machinery  that  makes  good 
tags  cost  less  than  those  from  an  ordinary 
'printing  plant" 

Ask  for  our  advice 
on  tags --It's  free 


WE  offer  the  benefit  of 
our  wide  experience, 
during  almost  two  decades,  as 
tag  specialists.  We  can  show 
you  countless  new  ideas  for 
the  use  of  work  tags.  And  we 
make  coupon  tags  of  all  kinds 
under  the  same  efficient  serv- 
ice-producing methods. 

The  Duo-Safety  Shipping 
Tag,  with  the  "return  iden- 
tification stub,"  is  our  ex- 
clusive product.  It  insures 
against  lost  shipments  and  is 
used  by  big  shippers  all  over 
the  country  to  protect  their 
goods. 


Main   Office  and   Factory:  Chicago.  Illinois.   U.  S.  A. 

Sale*  Offices: 

New  York  City         Rochester,  N.  Y.         Cleveland,  Ohio         Kansas  City,  Mo.         Denver,  Colo. 
St.  Louis,  Mo.          Milwaukee,  Wis.         Boston,  Mass.  Detroit,  Mich.  Los  Angeles,  Cal. 
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March  16— Argument  at  Washington,  D.  C. : 

11344—Speir  &  McKay  vs.   Louisville  &  Nashville  et  al.     Also  por- 
tions of  fourth  sect.  aps.   458.  1548.  1952  T -,.J«HIIB    Hon- 
11487— Owensboro  Chamber  of  Commerce  et  al.  vs.  Louisville,  Hen 

IIMO^Detroft"  Produce*  Assn.    vs.    Director   General    and    Michigan 

Central. 
March  16— Birmingham.  Ala.— Examiner  Woodrow: 

12120— Corona  Coal  Co.  vs.   Secretary  of  War    operating  under  dee 
ignition,  War  Dept.  Inland  Waterways,  Mississippi-Warrior  Ser- 
vice et  al. 

March  17 — Chicago,  111. — Examiner  Mackley: 
11981— Lake  Superior  Paper  Co.,  Ltd.,  et  al.  vs.  Ahnapee  &  Western 

Traffic  Assn.  vs.  C.  &  N.  W.  et  al. 
&  Ontario  Paper  Co.  et  al.  vs.  Northern  Pac.  et  al. 


March  17— New  York,  N.  Y.— Examiner  Kephart: 

12104 — Midland  Linseed  Products  Co.  vs.  Erie  et  al. 

12099— La  Prestre  Miller  Stock  Farms,  Inc..  vs.  Erie. 
March  17— Argument  at  Washington,  D.  C.:     . 

11004 — Cameron-Hogg  Lumber  Co.  et  al.  vs.  Portland  Ry.  Light  and 
Power  Co.  et  al. 

11314 — Builders'  Brick  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

11633 — Ridge  Coal  Mining  Co.  vs.  Mo.  Pac.  et  al. 

igan  Central. 
March  18— Portland,   Ore.— Examiner  Disque: 

12023— Ellison-White  Chautauqua  System  of  Portland,  Ore.,  vs.  Ari- 
zona Eastern  et  al. 
March  18— New  York,  N.  Y.— Examiner  Kephart: 

12116 — The  American  Agricultural  Chemical  Co.  vs.  Director  General. 

12139 — The  American  Agricultural  Chemical  Co.  vs.  Director  General. 
March  18— Argument  at  Washington,  D.  C.: 

11209 — Peerless  Portland  Cement  Co.  vs.  Director  General  and  Mich- 

11216 — Cobbs  &  Mitchell,  Inc.,  vs.  Director  General  and  Grand  Rap- 

11421— John  Kline  Brick  Co.  vs.  New  York  Central  et  al. 
March   18— Chattanooga,  Tenn.— Examiner  Seal: 

12070 — Purity  Extract  and  Tonic  Co.  vs.  Alabama  &  Vicksburg  et  al. 

12133— Monarch  Mills  vs.  Central  of  Ga.  and  Director  General. 
March  19— San  Diego,  Cal.— Examiner  Eddy: 

12016 — San  Diego  &  Arizona  Ry.  Co.  vs.  A.  T.  &  S.  F.  Ry.  et  al. 
March  19 — Grafton,  W.  Va. — Examiner  Keene: 
12145— Fairmont  and  Cleveland  Coal  Co.  vs.  B.  &  O.  et  al. 
March  19 — Des  Moines,  la. — Examiner  Gaddess: 

12057— Corn  Belt  Packing  Co.  et  al.  vs.  Ann  Arbor  et  al. 
March  19 — Argument  at  Washington,  D.  C. : 

11542— Parkersburg  Rig  and  Reel  Co.  vs.  A.  T.  &  S.  F.  et  al. 

11427 — Michigan  Builders'  Supply  Co.  vs.  Grand  Trunk  Ry.  of  Canada 

11887 — Upjohn  Co.  vs.  Grand  Trunk  Western  et  al. 
March  19 — Portland,  Ore. — Examiner  Disque: 
1.  and  S.  1288 — Regrouping  and  description  of  lumber  articles  from 

Pacific  coast  points. 
March  19 — Montgomery,  Ala. — Examiner  Woodrow: 

12058 — Alabama  Georgia  Syrup  Co.  vs.  A.  C.  L.  et  al. 
March  21 — Nashville,   Tenn. — Examiner  Seal: 

*  12132 — In  the  matter  of  intrastate   rates   and  charges  in   the  State  . 
of  Tennessee. 


March  21— Argument  at  Washington,  D.  C.: 

*  11399— Mitsui  &  Co.,  Ltd.,  et  al.  vs.  Great  Northern  et  al. 
11535— Atlantic  Refining  Co.  vs.  New  York  Central  et  al. 

11585— Harper,  Marshall  &  Thompson  Co.,  Inc.,  vs.  Director  General. 
11592 — w.  R.  Grace  &  Co.  vs.  Great  Northern  et  al. 
March  21— Albany,  N.  Y.— Examiner  Kephart: 

*  11623 — In   the  matter  of  rates,   fares   and  charges  of  the   New  York 

Central  R.   R.   Co.   and  other  railroad   companies   in   the   state  of  j 
New  York.     (Reopened  for  further  hearing  as  to  Fonda,  Johnstown  ' 
and  Gloversville  rates,  fares  and  charges.) 
March  21— Washington,  D.   C.— Examiner  Pitt: 

*  I.  and  S.  1303  (first  and  second  supplemental  orders) — Rates  to,  from 

and  between  points  sovith  of  the  Ohio  River,  including  the  Missis- 
sippi Valley. 

LOAN   TO   PEORIA  &   PEKIN    UNION    RY. 

The  Commission  has  authorized  the  Lake  Erie  &  Western, ! 
the  Peoria  &  Eastern,  the  Chicago,  Peoria  &  St.  Louis,  Illinois 
Central,  and  the  Chicago  &  Northwestern  to  guarantee  the  pay- 
ment of  the  principal  and  interest  of  notes  aggregating  $1,529,- 
150  to  be  issued  by  the  Peoria  &  Pekin  Union  Railway  to  the 
Secretary  of  the  Treasury  in  connection  with  a  government 
loan  of  $1,799,000  to  the  Peoria  &  Pekin  Union,  85  per  cent  of 
the  stock  of  which  is  owned  by  the  guarantors. 


SOUTHERN    RAILWAY   NOTES 

Authority   to   pledge   or   repledge,    from    time   to   time,   for! 
short-term  notes,  all  or  any  part  of  $7,229,000  of  its  development; 
and  general  mortgage  4  per  cent  gold  bonds  now  in  its  treasury ; 
is  asked  by  the  Southern  Railway  in  an  application  filed  with 
the    Commission.     The    granting    of    the    authority    asked    will 
enable  the  company  to  meet  quickly  current  financial  exigencies 
by   the   making   of   short-term   loans   without    the   necessity   of] 
obtaining  the  Commission's  approval  in  each  instance,  the  com-i 
pany  states. 


ST.    L.-S.    F.    BONDS 

Authority  to  issue  and  sell  or  pledge  $4,232,000  of  its  prior' 
lien  mortgage  6  per  cent  gold  bonds  is  requested  by  the  St.  i 
Louis-San  Francisco  Railway  Company  in  an  application  filed! 
with  the  Commission.  The  bonds  will  be  issued  to  reimburse  j 
the  company's  treasury  for  expenditures  out  of  income  for  addi-i 
tions  and  betterments  and  equipment  between  July  1,  1917,  and] 
June  30,  1919,  and  for  the  payment  of  $793,000  of  equipment 
notes.  The  company  proposes  to  sell  the  bonds  at  not  less  thani 
90  per  cent  of  their  principal  amount  or  to  pledge  them  at  not 
less  than  75  per  cent  of  their  principal  amount. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING      BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  in 
Interstate    and    Foreign    Commerce 

Specialist  A  Counsellor 

Rate  Analysis — Claims 

Tnmporuuon  971  SPITZER  BLDG. 

Trackage  Arrangements — Demurrage     TOLEDO,  OHIO 

General  Mitten  Relating  to  State, 

Interstate  and  Foreign  Commerce 


OIOKOI  N.  BROWN 


OKOROE  L.  BOYLE 


BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  Adjustment! 

and  Practice  before  the  Interstate 

Commerce  Commission. 

Bout  him  Bulldlnf,  Washington,  D.  C. 

Telephone  Main  2702 


GEO.    T.    BELL 

'COMMERCE  COUNSEL 

1919-1921,  Executive  Vice-President,  North- 
ern West  Virginia  Coal  Operators'  Associa- 
tion; 1914-1919,  Attorney-Examiner,  Inter- 
State  Commerce  Commission;  1909-1919, 
Commerce  Counsel  for  various  commercial 
organizations  and  shippers  of  Missouri  River 
cities. 

MUNSEY  BUILDING,  WASHINGTON,  D.  C. 


Harvey  B.  M.  Wilds  Leo  Wing 

WILDS  AND  WING 

ATTORNEYS  AND  COUNSELORS 

Seven  years'  experience  in  all  branches 
of  transportation 

Penobscot  Bldg.  DETROIT,   MICH. 

Phone  Cherry  638 


CHARLES  H.  LAMPEN 
Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


Hickoz  Bldg., 


CLEVELAND,  O. 


£  CHAS.  E.  COTTERILL 
COMMERCE  COUNSEL 

Suite     1120    Hurt    Building 

ATLANTA,  GA. 


ARTHUR  B.  HAYES 

ATTORNEY  AT  LAW 
Colorado   Building,   Washington,   D.   C. 
Former  Member  of  the   Department  of  JuitlM  as 

Solicitor  of   Internal   Revenue 

Interstate    Commerce    Litigation    a 
Specialty 


CLYDE  N.  THOMPSON 

INDUSTRIAL   TRAFFIC    MANAGER 

All     Traffic      and      Transportation      matters. 

Traffic  Service  Rendered  on  monthly 

basis.   Correspondence  solicited. 

McGLONE,    Monroe    County,    West    Virginia 


KARL  KNOX  GARTNER 

(For  a  number  of  years  Attorney  and  Biamlner,  Intent*** 
Commerce  Commission,  and  prior  thereto  engaged  In  tiu 
practice  of  law  at  Louisville.  Ky. ) 

Special  attention  to  matters  before  the  Interstate 
Commerce  Commission,  Income  Tax  Unit,  Federal 
Trade  Commission,  United  State*  Shipping  Board, 
Federal  Courts. 

701-706  WOODWARD  BLDG.,  WASHINGTON 


Wilbur  LaRoe,  Jr. 

Commerce  Counsel 
Southern  Building        Washington,   D.  C. 


EDWARD  A.  HAID 

ATTORNEY    AT    LAW 

1411-16    Liberty    Central    Trust    Building, 

St.   Louis,   Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claims. 
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WASHINGTON 
COLORADO  BUILDING 

Telephone,   Main  3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone,  Harrison  8808 


100%  American 


Premier  Fleet 


ATLANTIC-PACIFIC 
EXPRESS  SERVICE 

America's  Coast-to-Coast 
f  Direct  Fast  Freight 


PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  MOBILE 

DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 
FORTNIGHTLY 

A-l  FAST  STEEL  STEAMERS 

OFFERING 
RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 

For  Rates  and  Particulars  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship  Corp. 

St.  Paul  8476      BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Philadelphia 
Drexel    Bnildinjt 

Pittshureh 

Union    Arcade    Bide. 
SaTannah,    Ga. 


New    York 
41  Broadway 
Mobile.  Abu 

8.  W.  Cor.  St.  Francis  ft  Water  8U. 
Oakland.   Cal. 


Saranah    Bank    and   Trust    Bide.  Parr  Terminal 

Loa  Anreln.  Cal.  Portland.    Ore. 

427  Van  NUT.  Bid*.  Board  of   Trade  Bide. 

L.    C.    Smith    Bid*.,  Seattle.    Waah. 
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Serving  the    i 
Great  Southwest 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 

A  north  and  south  Railroad  forming  one  of  the 
shortest  and  most  desirable  routes  between  the 
north  and  east  and  Oklahoma,  Texas,  Texas  Gulf 
Ports,  Mexico,  Arizona,  New  Mexico  and  Cali- 
fornia. 

Through  fast  freights  scheduled  to  meet  Red 
Ball  Service  of  connecting  carriers. 


>iiil    OCl  VlUe    \J±    l^UllllGV^Llllg    ^€*AiA^,l.o. 

Through  package  cars,  efficient  tracing  and 
consigning  bureau  and  no  delay. 

Route  your  freight  "K.  0.  &  G." 


re- 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo., 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  6828. 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  X  3950. 

Mr.  P.  A.  Layman,  General  Agent, 

729  Wabash  Bldg.,  Pittsburgh,  Pa.    Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent, 

i  8.  La  Salle  St.,  Chicago,  111.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 


UNDER 
AMERICAN  FLAG 


PASSENGERS 
AND  FREIGHT 


San  Francisco -Baltimore  Service 

(Freight  Only— Via  Panama  Canal) 

From  San  Francisco  and  Los  Angeles  Harbor  to   San  Jose  de 

Guatemala,  La  Libertad,  Corinto,  Balboa,  Cristobal,  Cuban 

and  Porto  Rican   Ports  (Eastbound  only),  Savannah, 

Norfolk  and  Baltimore. 

S.S.  "POINT  JUDITH"  sails  March  8th 
S.S.  "POINT  BONITA"  sails  April  4th 

From  Baltimore   to   Cristobal,  Balboa,  Corinto,  La  Libertad, 
San  Jose  de  Guatemala,  Los  Angeles  Harbor  and  San  Francisco 
S.  S.  "POINT  BONITA"  sails  March  5th 
S.  S.  "GRANITE  STATE"  sails  March  15th 
S.  S.  "POINT  ADAMS"  sails  March  19th 

Trans-Pacific  Service 

"The  Sunshine  Belt  to  the  Orient' 
(Passengers  and  Freight) 

Sailings  from  San  Francisco  by  new  and  luxurious  ships 

S.S.  "GOLDEN  STATE"  sails  March  19th 
S.S.  "ECUADOR"  S.S.  "VENEZUELA" 

S.S.  "COLOMBIA"  S.S.  "EMPIRE  STATE" 

And  Fortnightly  Sailings  by  EIGHT  Freight  Steamers 
Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila  and  Hongkong 

Manila-East  India  Service 

(Passengers  and  Freight) 

Sailings  from  San  Francisco  by  luxurious  new  American  Steamers 

S.  S.  "CREOLE  STATE"  S.  S.  "WOLVERINE  STATE" 

S.  S.  "GRANITE  STATE" 

And  Monthly  Sailings  by  TWO  Freight  Steamers 

Direct  to  Honolulu,  Manila,  Saigon,  Singapore,  Honduras, 

Colombo  and  Calcutta 

Round-the-World  Service 

(Freight  Only) 

S.  S.  "EASTERN  IMPORTER"    S.  S.  "WEST  SEQUANA" 
S.  S.  "WEST  KASSON" 

Regular  Monthly  Sailings 

San  Francisco,  Honolulu,  Yokohama,  Kobe,  Dairen,   Tientsin, 

Shanghai,  Manila,  Saigon,  Singapore,  Calcutta,  Colombo, 

Bombay,  Alexandria,  Bizerta,  Marseilles,  Barcelona, 

thence  Baltimore,  Norfolk,  Cristobal,  Los  Angeles 

Harbor  and  San  Francisco  via  Panama  Canal 

Panama  Service 

(Passengers  and  Freight) 

Sailings  from  San  Francisco  every  16  days  by 

'SAN  JOSE"    S.S.  "CUBA"    S.S.  "CITY  OF  PARA" 
S.S.  "SAN  JUAN"         S.S.  "NEWPORT" 
To  Mexico,  Central  America  and  Canal  Zone 


S.S. 


Through  Bills  of  Lading  Issued  to  and  from  all  points 
beyond  ports 

The  Pacific  Mail  is  world  renowned  for  excellence  of  its 
service  and  cuisine 

Consult  Our  Office* 

Pacific  Mail  Steamship  Co. 

10  Hanover  Square,  508  California  St.,  400  Exchange  Place 
Gen.  Past.  Office,  621  Market  St. 

NEW  YORK  SAN  FRANCISCO  BALTIMORE 

Managing  Agent*  V.  S.  Shipping  Board 
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What 

Pierce- Arrows  cost 

Do  you  think  that  Pierce* Arrows  are 
high-priced?  Do  you  think  that  they 
cost  more  than  other  trucks? 

You'll  be  amazed  to  know  they  cost  na 
more  than  any  good  truck*  Withstand* 
ard  equipment  added  to  the  chassis  price, 
they  often  cost  less* 


With  the  finest  tool  equipment  and  a  model 
factory  for  rapid  production,  no  well-made 
truck  could  be  laid  down  for  less.  Com- 
pare our  prices  with  any  well-made  truck. 


icrce 
Arrow 


CHASSIS  PRICES 
2 -ton  $3750 
3i-ton     4950 
5 -ton      5700 


All  Prices  F.O.B.  Buffalo 


THE     FIERCE-ARROW     MOTOR     CAR     COMPANY,     BUFFALO,   N.    Y. 
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LUCKENBACH  LINES 

Express  Freight  Service 

U.  S.  Mail  Steamers  Twin  Screw  American  Steamers 


New  York 
New  York 

Philadelphia 

New  York 
Philadelphia  f 


Rotterdam 
Rotterdam 


Hamburg 

Amsterdam 
Amsterdam 


Port  of  Los  Angeles      San  Francisco 


GENERAL  OFFICES:  44  Whitehall  Street,  New  York 


CHICAGO,  Marquette  Building 
T.  J.  McGEOY 

General  Western  Freight  Agent 


MINNEAPOLIS,  Metropolitan  Life  Building 
C.  H.  DRINKWATER 

Northwestern  Freight  Agent 


Philadelphia 
Lafayette  Building 


Los  Angeles 
Central  Building 


St.  Louis 
Pierce  Building 


San  Francisco 
Merchants  Exchange 


REMEMBER 

Remember,  when  it  comes  to  Export  Problems, 
that  we  have  devoted  twenty-two  years  to  their 
solution  so  as  to  insure  speedier  service  and  sub- 
stantial service  on  everything  shipped  everywhere. 

Consolidation  of  freight  and  co-operation  with  shippers. 
Decided  Saving,  Dexterous  Handling  and  Decreased 
Trouble,  all  these  and  more  are  at  your  command  in 
Trans-Continental  Freight  Company  Service,  remember 
that. 


Put  your  next  export  thipmtnt  up  to  at— tingle  package  to  a 
carload — and  watch  ut  tave  you  money— remember 


Export  and  Domestic  Freight  Forwarders. 

Everything  for  Export,  and  Household  Goods,  Automo- 
biles, Machinery,  Toys  and  Pianos  for  Domestic  Shipments. 

General  Offices:    Chicago,  203  Dearborn  St. 

Eastern  Offices:    New  York,  Woolworth  Bids. 

H^ffaZ  ?m  ^f c  Bldg'  Cleveland,  Hippodrome  Bldg. 

5?-7*i 'i  El lco"  Square  Los  Angeles,  Van  Nuys  Bldg 

Philadelphia  Drexel  Bldg  San  Francisco,  Monadnock  Bldg. 

Cincinnati.  Union  Trust  Bldg.  Seattle,  Alaska  Bldg. 

Portland,  Oregon,  I3th  and  Kearney  Sts. 
Write   the   Nearest    Office 
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APPOINTMENTS  TO  THE  COMMISSION 

President  Harding  has  four  places  on  the  Interstate 
Commerce  Commission  to  fill.  It  is  important  that  they 
be  filled  at  once.  The  Commission  has  more  and  larger 
functions  than  ever  before  in  its  history  and  it  ought 
not  to  be  compelled  to  work  short-handed  any  longer 
than  necessary.  Seven  members  are  not  enough  to 
transact  the  enormous  mass  of  business  that  has  de- 
volved on  this  government  agency.  The  entire  quota 
of  eleven  members  is  necessary. 

But  in  addition  to  prompt  action  in  making  the  ap- 
pointments we  hope  due  care  will  be  taken  as  to  their 
character.  While  it  is  inevitable,  we  suppose,  that  poli- 
tics will  enter  into  the  selection  of  the  men  who  are  to  . 
fill  the  vacancies,  we  hope  there  will  be  other  consid- 
erations. Politics  seems,  for  instance,  to  be  dictating 
the  appointment  of  Mr.  Esch  to  one  of  the  vacancies. 
But  this  is  a  case  where  good  politics  will  be  good  sense 
also.  Mr.  Esch,  we  believe,  qualifies  splendidly  for  a 
place  on  this  distinguished  body,  both  by  natural  ability 
and  by  long  acquaintance  with  and  study  of  many  of 
the  subjects  with  which  he  would  have  to  deal. 

We  hope,  however,  that  one  good  political  appoint- 
ment will  not  be  held  to  justify  one  or  two  bad  ones. 
We  hope  the  other  three  places  will  be  filled  by  men 
competent  for  the  job  and  with  some  training  for  it. 
Mr.  Potter  has  been  reappointed.  We  know  of  no  ob- 
jection to  such  a  course.  He  is  a  railroad  man  of  ex- 
perience, especially  along  financial  lines,  and  such 
a  man  is  needed  on  the  Commission.  It  would 
then  be  especially  fitting  if  to  the  other  two  places 
the  President  would  appoint  either  railroad  men  or  in- 
dustrial traffic  men  whose  experience  has  been  such  as 
to  qualify  them  for  the  work  and  to  give  them  the 
proper  place  in  the  public  esteem.  We  could  name,  off- 
hand, a  dozen  industrial  traffic  men  any  one  of  whom 
would  lend  value  to  the  Commission  and  who  would, 
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doubtless,  be  glad  to  serve.  It  might  be  more  difficult 
to  find  railroad  men  of  the  right  caliber  who  would 
serve,  for  salaries  of  railroad  officials  of  the  rank  of 
traffic  manager  or  vice-president  in  charge  of  traffic  are 
— on  the  larger  roads,  at  least — considerably  higher  than 
the  $12,000  a  year  the  government  pays  members  of  the 
Interstate  Commerce  Commission.  Yet  we  have  no 
doubt  we  could  find  two  or  three  whose  names  would 
inspire  confidence  and  who  would  agree  to  serve,  if  the 
task  were  left  to  us.  There  is  no  doubt  that  the  gov- 
ernment pays  too  little  for  the  services  of  men  for  jobs 
like  these,  but  neither  is  there  any  doubt  that  suitable 
men  could  be  found  to  take  the  jobs  at  the  salaries  of- 
fered, if  proper  effort  were  made. 


EFFECT  OF  HIGH  RATES 

It  is  a  peculiar  process  of  reasoning  that  leads  ship- 
pers and  representatives  of  shippers  suffering  from  rates 
that  are  too  high  to  seek  relief  in  the  repeal  of  the  rate- 
making  section  of  the  transportation  act  under  which 
the  Commission  has  fixed  the  rates  in  question  in  an 
effort  to  obey  the  mandate  of  Congress  so  to  adjust  rates 
as  to  produce  a  certain  net  revenue  to  the  carriers  as  a 
whole  in  certain  territories.  If  the  rates  are  so  high  as 
to  prevent  business  from  moving,  then  such  rates  op- 
erate to  hinder  the  carriers  from  earning  the  revenue 
intended  instead  of  helping  them  earn  it.  The  remedy 
is  a  reduction  in  those  rates — not  a  repeal  of  the  law — 
and  -if  the  rates  really  operate  as  the  complaining  ship- 
pers contend,  and  they  can  show  it,  then  the  carriers 
would  doubtless  assist  in  an  effort  to  have  them  reduced. 

These  shippers  not  only  reason  crookedly,  but  they 
are  apparently  hazy  as  to  the  facts.  For  instance,  one 
of  them — S.  H.  Cowan,  of  Texas — in  an  interview  in 
The  Traffic  World  of  February  5,  said: 

"We  are  going  to  repeal  the  iniquitous  and  impos- 
sible rate  making  rule  in  section  ISA  of  the  amended 
act  to  regulate  commerce  because  it  hog-ties  the  hands 
of  the  Commission  and  leaves  it  impossible  for  it  to  ad- 
minister for  want  of  traffic  which,  unhappily,  the  Com- 
mission cannot  control.  Since  the  Commission  con- 
strues the  law  to  require  of  it  that  rates  shall  be  so  ad- 
justed that  six  per  cent  of  the  aggregate  value,  which 
the  Commission  takes  as  the  basis  of  calculation,  fixes 
the  standard  required  by  law,  it  is  powerless  to  act  on 
a  complaint  of  a  shipper  or  a  state  to  reduce  rates  if  the 
reduction  will  interfere  with  the  guaranteed  return.  It 
is  difficult  to  see  how  the  railroads  can  obtain  a  reduc- 
tion in  the  rates  unless  they  see  that  by  such  reduction 
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To  10,000  Industrial  Traffic  Managers 
and  Their  Assistants! 


The 
Serves 


uU 

ulfport 


obile 
obile 


orthern 
ew  Orleans 


ITS  SPECIALTY:  Dependable  Freight  Service. 

ITS  AMBITION:  To  serve  you. 

ITS  INVITATION:  To  try  the  route. 

IN  RETURN :  Courteous  treatment,  expedited 
service  and  a  personal  interest  in  your 
shipments  from  origin  to  destination. 

"THE    ROAD    OF    SERVICE" 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 

With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

'  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville, 
ille,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
rk,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lanes  Routes. 

MMONS,  General  Traffic  Manager  C.  I.  &  W.  R.  R.  Building,  Indianapolis.  Ind.  R.  B.  KINKAID,  Assistant  General  Freight  Agent 

)  Rates,  Route.,  Service,  etc.,  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  hav 

*  L  m^^U8£ifcJ£eB»&   Ind'  M1   M"»^'«  ^'^inrinn.ti.    Ohio.  1210    Barclay   Bid...   New   York  _ 


W , 
Rcitth   Bnildlne.  Sprlnefleld,   HI. 
>«    Arcade    Building,    St.    Louis,   Mo. 
r  Rtilwiy  Exchange,  Kaiuu  City,  Mo. 


337   Marquette   Bide.,  Chicago 
312  Park  Bid*..  Pittsburgh.  Pa. 
41  Porter  Bide.,  Memphis,  Ten*. 


728   Monadnock  Bide.,  San  Francisco,  Calif. 

509  Wesley-Roberts  Bide.,  Los  Angeles,  Calif. 

614  Colman  Bide.,  Seattle,  Wash. 
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tlu-  income  will  be  increased  rather  than  reduced.    That 
puts  the  shippers  up  a  tree." 

Mr.  Cowan  ought  to  know  the  facts  better  than  that 
and  he  ought  to  reason  more  logically.  The  Commis- 
sion has  absolute  power  to  reduce  rates  and  has  already 

i lined  its  readiness  to  consider  applications  for  reduc- 
tions on  the  theory  that  lower  rates  would  cause  a 
heavier  flow  of  traffic  and  thus  increase  railroad  rev- 

ie.     As  to  how  shippers  are  put  "up  a  tree"  by  the 

>ry  that  railroads  cannot  obtain  reductions  in  rates 

unless,  by  such  reductions,  they  increase  rather  than  de- 

ase  their  income,  we  fail  to  understand.  The  ship- 
pers' case  is  that  the  high  rates  keep  business  from  mov- 
ing and  that  lower  rates  would  permit  it  to  move.  If 

Iocs  not  move  now  and  would  move  under  lower 
rates,  then  the  revenue  of  the  carriers  would  be  in- 
creased by  the  reductions,  would  it  not?  The  shippers 
have  only  to  show  what  they  allege — that  the  high  rates 
-title  business. 

We  are  inclined  to  believe  that  some  rates  are  too 
high  and  that  they  ought  to  come  down,  both  for  the 
relief  of  the  shippers  who  have  to  do  business  under 
them,  and  in  the  interest  of  more  business  and  so  greater 
revenue  for  the  carriers.  And  yet  the  facts  that  have 
thus  far  been  presented  are  not  convincing.  One  hears 
of  cabbage  rotting  on  the  ground  and  lemons  and 
•oranges  held  at  the  point  where  they  were  produced  be- 
cause the  growers  cannot  afford  to  pay  the  high  rates 
to  ship  them  to  market.  And  Mr.  Cowan  has  a  sad  tale 
to  tell  with  respect  to  the  shipment  of  sheep  and  cattle. 
And  yet  the  freight  rates,  high  as  they  are,  constitute 
so  small  a  factor  in  the  price  the  consumer  has  to  pay 
as  to  sound  ridiculous.  It  would  seem  that  the  answer 
is  that  high  freight  rates  are  made  the  excuse  for 
profiteering  and  that  it  is  the  profiteering,  not  the  high 
rates,  that  keeps  business  from  moving,  generally  speak- 
ing. This  would  not  apply,  of  course,  to  commerce 
where  a  commodity  from  a  distant  point  must  compete 
in  the  market  with  the  same  commodity  supplied  from 
a  nearer  point  of  production.  Here,  manifestly,  high 
freight  rates  cut  down  the  long  haul  business.  But  it 

:s  generally  apply,  we  think,  where  the  plea  is  simply, 
that  the  high  rates  make  prices  so  high  that  the  public 
•will  not  buy. 


REMEDY  FOR  RAILROAD  EARNINGS 
There  are  two  things,  and  two  things  only,  as  we 
it,  that  will  put  railroad  earnings  where  they  ought 
to  be  to  make  the  carriers  prosperous.     One  is  a  return 

general  business  prosperity.  The  other  is  a  lower- 
ing of  operating  costs.  Perhaps  neither  by  itself  would 

implish  the  desired  end.  Possibly  either  would. 
I'erhaps  both  would  not.  But  without  one  or  both  the 

ition  of  the  railroad  problem  seems  impossible.  Laws 
providing  that  rates  may  be  increased  or  ordering  that 
they  be  decreased  will  not  accomplish  it.  We  already 
have  a  law  providing  for  greatly  increased  rates,  but  if 
sufficient  business  does  not  move  the  rates  do  no  good. 
They  even  contribute,  it  is  believed,  to  the  falling  off 
of  business  because  of  the  very  fact  that  they  are  high. 
Perhaps  the  present  level  of  rates  would  have  produced 


the  desired  revenue  if  business  had  remained  good,  but 
it  did  not,  and  so  the  rate  increase  has  been,  thus  far,  a 
failure.  One  may  find  fault  with  anything  and  every- 
thing in  the  law  and  propose,  as  a  substitute,  this,  that, 
or  the  other  thing,  but  the  fact  remains  that,  under  any 
plan  that  can  be  imagined,  business  must  be  increased 
or  operating  costs  cut,  or  both,  if  the  railroads  are  to 
thrive. 

The  railroads,  of  course,  are  not  responsible  for  the 
condition  of  business  and,  generally  speaking,  they  can, 
as  far  as  this  phase  of  the  problem  is  concerned,  only 
wait  for  better  times  and  the  greater  tonnage  that  will 
be  theirs  to  haul  as  commercial  conditions  improve. 
There  are  some  things,  to  be  sure,  that  they  might  do 
to  help  in  the  creating  of  traffic  for  themselves,  but  they 
probably  will  not,  because  they  have  never  done  them 
and  do  not,  as  a  rule,  believe  in  their  efficacy.  We  have 
in  mind  modern  methods  of  creating  new  business.  This 
has  appealed  to  the  railroads  in  small  measure,  their 
idea  being  that  it  is  their  business  to  haul  all  traffic  of- 
fered but  that  if  none  is  offered  they  have  not  failed  in 
their  duty.  But  it  is  fairly  accurate  to  say  that  the  rail- 
roads are  not  responsible  for  the  failure  of  business  that 
has  resulted  in  smaller  tonnage,  and  can  do  little  to  cure 
it.  They  can  only  wait  for  better  days. 

While  they  are  waiting,  and  even  if  the  thing  they 
are  waiting  for  should  arrive  today,  they  are  confronted 
with  the  duty  and  the  necessity  of  cutting  operating 
costs.  The  principal  item  in  these  costs  is  labor.  They 
are  proceeding  in  due  form  to  get  permission  to  abro- 
gate the  so-called  national  agreements  which  result  in 
such  ridiculous  disparity  between  the  amount  of  labor 
performed  and  the  compensation  paid  therefor.  As  long 
as  there  is  a  Railroad  Labor  Board  with  control  over 
such  matters,  we  suppose  the  railroads  are  doing  all 
they  can  toward  this  end.  They  must  proceed  legally 
and  in  order.  But  if  the  Labor  Board  cannot  see  this 
matter  fairly  or  sensibly,  or  if  it  takes  an  unreasonably 
long  time  to  make  up  its  mind  about  something  that  a 
good  business  man  could  decide  in  a  day,  we  shall  be 
in  favor  of  abolishing  it,  or  at  least  depriving  it  of  juris- 
diction over  this  question.  There  is  no  question  but 
that  these  agreements  are  vicious,  that  the  necessity  for 
them  (if,  indeed,  it  ever  existed)  has  passed,  and  that 
the  railroads  cannot  get  on  their  feet  as  long  as  they 
are  in  force. 

But  there  are  other  respects  in  which  it  is  charged 
that  the  railroads  pay  more  in  cost  of  operation  than 
they  should.  Senator  Cummins  recognizes  these  allega- 
tions in  his  proposal  to  introduce  a  resolution  calling  for 
an  investigation  by  a  Senate  committee  of  expenditures 
of  the  carriers.  We  understand  that  this  would  be  a 
friendly  proceeding  for  the  purpose  of  shedding  light  on 
the  methods  of  the  carriers.  And  it  is  perfectly  proper. 
There  will,  of  course,  be  all  kinds  of  testimony  from  the 
wild-eyed  ones  who  see  the  railroads  as  the  pets  of 
"Wall  Street,"  and  the  freaks  who  believe  that  govern- 
ment ownership  or  operation  is  the  remedy  for  all 
present  transportation  ills.  But  it  may  be  expected  that 
there  will  also  be  dignified  and  valuable  testimony  from 
those  who  know,  as  to  the  methods  of  the  carriers,  so 
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that  business  minds  may  know  the  facts  and  judge 
whether  those  methods  are  in  accordance  with  business 
principles. 

There  should  be  no  opposition  on  the  part  of  the 
carriers  to  such  an  investigation.  They  asked  relief 
from  Congress  and  got  what  they  asked  for.  It  has  not 
worked.  Why  ?  Congress  not  only  has  a  right  to  know 
but  it  would  be  shirking  its  duty  if  it  did  not  find  out 
why.  This  railroad  problem  cannot  be  solved  until  all 
the  facts  are  known.  If  the  railroads,  under  private 
ownership,  cannot  make  a  living  under  the  present  high 
rates,  we  must  know  the  reason.  If  the  reason  is  op- 
erating costs  that  are  improper,  we  must  help  them  re- 
duce those  costs,  either  by  legislation  enabling  them  to 
take  the  necessary  action,  or  by  showing  them  where 
their  methods  are  inefficient,  or  both.  If  the  reason  is 
merely  the  one  that  is  responsible  for  the  condition  of 
most  business  just  at  this  time,  then  there  is  no  cause 
for  immediate  worry.  Business  will  "come  back."  If 
it  does  not  it  will  be  time  enough  later  on  to  think  about 
saving  the  railroads  by  dosing  them  with  paternalism. 

Senator  Cummins  suggests,  as  one  means  of  reduc- 
ing costs  and  thus  converting  rates  into  net  income, 
consolidation  of  the  railroads  into  fourteen  to  eighteen 
systems.  No  doubt  that  would  reduce  costs.  It  is 
based  on  the  same  theory  as  any  kind  of  central  opera- 
tion, or  government  ownership  itself.  Perhaps  we  shall 
have  to  come  to  it  as  a  choice  between  failure  and  gov- 
ernment operation,  but  we  confess  that  we  do  not  like 
it.  At  any  rate,  before  anything  like  that  is  made  com- 
pulsory there  ought  to  be  no  stone  left  unturned  in  the 
effort  to  discover  a  method  of  making  the  railroads  pay 
under  private  operation  and  without  compulsory  con- 
solidation. We  believe  it  can  be  done.  Of  course,  if  it 
cannot  be  done,  the  railroads,  as  private  enterprises, 
will  simply  pass  out  of  existence  and  the  government, 
in  the  discharge  of  its  obligation  to  see  that  the  public 
has  transportation  facilities,  will  operate  the  roads  itself. 

Harking  back  to  the  rules  now  in  force  for  the  gov- 
ernment of  railroad  labor,  under  the  present  rules  of  the 
shop  crafts — which  the  carriers  are  seeking  to  have 
terminated — the  following  is  given  as  an  instance  of 
labor  waste:  In  order  to  change  a  nozzle  tip  in  the 
front  end  of  a  locomotive  it  is  necessary:  1. — To  call 
a  boilermaker  and  his  helper  to  open  the  door,  because 
that  is  boilermaker's  work;  2. — To  call  a  pipeman  and 
his  helper  to  remove  the  blower  pipe,  because  that  is 
pipemen's  work;  and  3. — To  call  a  machinist  and  his 
helper  to  remove  the  tip,  because  that  is  machinist's 
work.  The  same  three  forces  must  be  employed  to  put 
in  the  new  tip.  Before  federal  control  a  machinist's 
helper  or  any  handy  man  put  in  nozzle  tips  alone.  Simi- 
larly, railroads  are  required  to  employ  members  of  three 
crafts — machinists,  sheetmetal  workers,  and  electricians 
and  their  helpers — to  make  a  repair  to  a  locomotive 
headlight  which  was  formerly  handled  by  one  or  two 
men. 


INVESTIGATION  OF  EXPENDITURES 

The  Traffic  World  Washington  Bureau 

If  the  Senate,  at  the  special  session  of  Congress  which  Presi- 
dent Harding  has  announced  probably  will  be  called  some  time 
in  April,  approves  the  resolution  providing  for  investigation  by 
the  Senate  interstate  commerce  committee  of  expenditures  by 
the  railroads  since  the  termination  of  federal  control,  which 
Senator  Cummins,  chairman  of  the  committee,  proposes  to  intro- 
duce, the  inquiry  will  be  directed  toward  a  solution  of  the  prob- 
lem of  the  railroads  getting  sufficient  revenue  to  pay  operating 
expenses  and  to  yield  a  fair  return  on  the  investment  in  prop- 
erty devoted  to  the  public  service. 

There  is  little  reason  to  doubt  but  that  the  resolution  v 
be  adopted  and  that  the  investigation  will  be  started  soon  after 
tue  special  session  begins.  In  the  last  days  of  the  Sixty-sixth 
Congress,  there  were  rumblings  both  in  the  House  and  the  Senate 
that  indicated  special  attention  would  be  given  to  the  transpor- 
tation question  at  the  coming  session. 

Such  an  inquiry  as  is  proposed  by  Senator  Cummins  will 
open  for  investigation  what  is  generally  regarded  as  the  most 
vital  part  of  the  transportation  problem  as  it  now  exists.  Senator 
Cummins  is  convinced  that  some  way  must  be  found,  other  than 
reductions  in  wages,  to  bring  about  more  economical  operation 
of  the  railroads.  As  to  wages,  he  believes  that  some  reductions 
may,  be  made  and  that,  particularly,  the  effect  of  the  standardiza- 
tion of  wages  by  the  Railroad  Administration  should  be  eradi- 
cated. But,  viewing  the  question  of  operating  expenses  broadly, 
he  feels  substantial  reductions  can  be  made  by  more  efficient 
and  economical  operation. 

The  decision  to  go  into  a  comparison  of  the  costs  of  opera- 
tion under  federal  control  and  under  private  operation  since 
the  termination  of  federal  control,  it  is  believed,  will  open  the 
gates  for  a  flood  of  testimony  from  the  Plum  plan  leaders,  othep 
advocates  of  government  ownership  or  operation,  and  organized 
labor  generally.  The  cost  of  repairs  to  cars  and  locomotives,  as 
to  which  the  Commission  is  conducting  an  inquiry  as  the  result 
of  charges  made  by  organized  railroad  labor,  will  figure  promi- 
nently in  the  investigation.  On  the  other  hand,  the  railroads 
will  have  the  opportunity  of  putting  their  cards  face  up  on  the 
table  and  to  show  what  they  have  done  with  the  money  they 
have  received. 

The  efforts  made  in  the  senate,  in  the  consideration  of  the 
Winslow  partial  payment  bill,  to  reduced  the  fixed  percentage 
of  return  prescribed  by  the  transportation  act,  were  not  taken 
seriously  by  the  majority  of  the  senators,  as  a  means  of  correct- 
ing the  situation.  The  complaints  about  high  freight  rates  and 
passenger  fares,  however,  coupled  with  the  fact  that  those  rates, 
due  in,  large  part,  no  doubt,  to  the  depression  in  business  general- 
ly, were  not  producing  the  prescribed  6  per  cent  net,  influenced 
Senator  Cummins  in  making  his  decision  that  there  should  be  a 
thorough  inquiry  into  the  question  of  expenses  and  revenues 
before  an  attempt  was  made  to  amend  the  transportation  act. 

There  is  some  speculation  as  to  whether  the  investigation 
proposed  by  Senator  Cummins  was  formulated  as  the  result  of 
his  conferences  in  Florida  with  Mr.  Harding.  The  senator  has 
been  in  close  association  with  the  President  and  there  is  no 
question  but  that  they  have  discussed  the  transportation  problem 
fully. 

Senator  Cummins  has  conferred  recently  with  others  in- 
terested in  the  transportation  problem,  among  them  being  Com- 
missioner McChord  and  Judge  Anderson,  of  Boston,  former 
member  of  the  Commission.  Commissioner  McChord  has  had 
something  to  do  with  the  Commission's  investigation  of  the  cost 
of  repairs,  etc. 

Compulsory  consolidation  of  the  railroads  of  the  country 
into  a  limited  number  of  systems,  Senator  Cummins  believes, 
would  contribute  largely  toward  more  economical  and  efficient 
operation.  He  has  concluded,  however,  that  before  pushing 
legislature  to  attain  that  end,  the  fact  as  to  operating  expenses 
should  be  ascertained. 

The  program  is  for  the  Senate  committee  to  make  a  thorough 
investigation  and  then  submit  a  report  as  to  what  should  be  done 
to  meet  the  situation. 


SPEAKERS  AT  SHIPPERS'  CONFERENCE 
Francis  B.  James  of  Washington,  D.   C.,  and  William  E 
Chicago  will  be  among  the  speakers  at  the  conference 
of  shippers  to  be  held  in  Chicago  March  14. 


S.  0.  NO.  17  VACATED 

The  Traffic  World  Washington  Bureau 

Service  order  No.  17,  issued  September  16,  1920,  has  been 
vacated  and  set  aside  as  of  March  6,  at  midnight.  The  setting  ! 
aside  was  accomplished  by  means  of  an  amendment  to  No.  17.  i 
The  reason  assigned  for  the  setting  aside  was  that  the  emergency  • 
which  caused  the  issuance  of  the  order  had  "in  general  been  | 
measurably  relieved." 

The  vacated  order  pertained  to  the  providing  for  and  loading  | 
of  coal  cars  from  "wagon"  mines. 

Its  vacation  leaves  in  effect  only  Service  Order  No.  18,  estab- 
lishing the  assigned  car  rule  to  cover  cars  furnished  for  the  load- 
ing of  railway  fuel  coal.    That  order  is  under  attack  in  a  formal 
complaint  filed,  in  behalf  of  Indiana  operators  by  Jonas  Waflle,  • 
traffic  manager  for  the  complaining  operators.    They  make  the 
point  that,  there  being  no  emergency,  the  Commission  is  without  i 
power  to  keep  No.  18  in  operation. 
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Commission  the  Guardian  of  the  Carriers. — The  full  measure 
Hi  the  guardianship  over  the  railroads  granted  to  the  Commis- 
sion began  to  manifest  itself  when  Examiner  Wilson's  recom- 
n.i  mlations  respecting  rules  and  charges  for  the  reconsignment 
of  fruits  and  vegetables  (I.  and  S.  Nos.  1250  and  1276)  were 
made  public.  He  recommended  that  the  Commission  disapprove 
what  the  southern  carriers  offered  to  do  for  the  shippers  because 
they  offered  to  do  too  much.  Naturally,  he  did  not  say  so  in  just 
that,  many  words,  but,  reduced  to  its  simplest  terms,  it  is  be- 
lirved  that  is  exactly  what  he  recommended  and  for  the  reason 
set  forth.  Ten  years  ago  such  a  report  would  have  been  im- 
possible. A  decade  ago  the  Commission  considered  itself  the 
agency  appointed  by  the  law  to  help  the  shipper  obtain  more 
favorable  treatment  from  the  carrier.  That  was  the  fact, 
whether  the  idea  was  good  or  bad.  It  is  true  that  the  report 
in  the  reconsignment  case  is  merely  that  of  an  examiner.  But, 
in  answer  to  that,  it  may  be  asked  whether  the  examiners 
evolve  their  thoughts  on  the  duty  of  the  Commission  from  in- 
quiries wholly  outside  the  pale  of  the  Commission?  That  the 
transportation  act  makes  the  Commission  the  guardian  of  the 
railroads  has  been  clear  to  many  right  from  the  start.  The  Wil- 
son recommendation,  however,  has  served  to  remind  every  one 
who  has  read  the  report,  that  the  legislation  of  a  year  ago  made 
a  profound  change  in  the  attitude  the  Commission  is  required 
to  take  toward  the  carriers.  It  is  no  longer,  even  in  theory,  the 
friend  of  the  shipper  only.  A  report,  even  by  an  examiner, 
that  takes  the  ground  that  carriers  in  a  large  section  of  the 
country  propose  to  be  too  liberal  in  the  treatment  of  their 
patrons,  six  years  ago,  would  have  been  so  unsuspected,  that 
the  mere  suggestion  of  such  a  course  would  have  provoked 
amazement.  It  shows  that  the  laws  now  have  practically  de- 
prived even  a  group  of  carriers  of  the  wide  discretion  each  in- 
dividual carrier  once  had.  Ten  years  ago  the  reports  of  the 
Commission  many  times  contained  statements  to  the  effect  that 
the  Commission  could  not  deal  with  a  certain  situation  because 
such  and  such  a  carrier  elected  to  pursue  a  policy  that  had 
produced,  as  a  reflex,  the  situation  that  could  not  be  changed. 
As  late  as  the  first  blackstrap  case,  in  1915,  the  Commission 
was  powerless  to  prevent  the  Mobile  &  Ohio  from  putting  the 
molasses  rate  structure  in  jeopardy,  through  its  insistence  on 
its  right  to  establish  a  15  cent  rate  on  imported  Cuban  black- 
strap molasses  from  Mobile  to  St.  Louis,  notwithstanding  the 
fact  that  that  put  the  Louisville  &  Nashville  and  the  producers 
of  sugar  in  Louisiana  at  a  disadvantage  in  trying  to  get  domes- 
tic blackstrap  to  market.  The  L.  &  N.  said  it  could  not  afford  to 
meet  that  rate,  because  it  had  to  perform  assembling  services 
in  Louisiana  or  divide  the  joint  rate  with  carriers  that  did  per- 
form such  services,  because  a  division  would  make  the  share 
of  one  or  both  too  thin.  Now,  however,  the  Commission  would 
have  no  difficulty  in  dealing  with  a  state  of  affairs  of  that  kind. 
It  could  forbid  the  low  rate  because  it  has  the  power  to  pre- 
scribe minimum  rates.  By  the  same  sign,  it  can  forbid  the 
Southern  Classification  Territory  carriers  from  giving  as  much 
free  reconsignment  service  to  Florida  shippers  as  they  proposed. 


Carriers  Saved  From  Themselves. — Those  who  remember 
what  desperate  carriers  did  in  1893  and  later  years  prior  to  1897, 
are  inclined  to  think  that  the  guardianship  Congress  estab- 
lished over  the  railroads  in  the  transportation  act  has  saved 
them  from  themselves.  Twenty-five  years  ago  the  Louisville  & 
Nashville,  and  other  southern  carriers,  according  to  testimony 
in  the  Sloss-Sheffield  case,  made  panic  rates  on  pig  iron  from 
i he  Alabama  furnaces  to  the  Ohio  River,  which  they  were  not 
able  to  get  rid  of  for  nearly  a  generation.  They  defended  the 
rates  against  which  complaint  was  made  in  that  case  on  the 
ground  that  the  rates  with  which  the  complainants  made 
comparisons  were  made  at  a  time  when  the  country  was  in 
a  panic  and  the  carriers  were  willing  to  carry  an  elephant 
for  ten  cents,  figuratively  speaking.  It  has  been  suggested  that, 
on  account  of  the  small  amount  of  tonnage  now  moving,  some 
carriers  might  be  tempted  again  to  reduce  rates  with  a  view  to 
obtaining  a  greater  tonnage,  because  shippers  are  suggesting 
that  if  the  rates  were  back  to  nearer  the  level  of  1914,  there 
would  be  more  business  for  both  them  and  the  carriers  serving 
them.  But  the  power  of  the  Commission  is  such,  however,  that 
it  can  follow  the  recommendation  made  in  the  fruit  and  vege- 
table part  of  the  reconsignment  case,  without  serious,  if  any, 
questioning  of  its  power  to  do  so.  As  to  whether  Congress  in- 
tended to  confer  such  broad  guardianship  as  is  being  exercised, 
there  may  be  room  for  argument.  There  is  hardly,  however, 
any  possible  question  as  to  the  power.  That  Congress  intended 
something  to  be  done  cannot  be  denied  by  any  one  who  has 
taken  the  trouble  to  read  the  law.  The  report  in  the  recon- 
signment case  does  not  set  forth  as  a  reason  why  the  southern 


carriers  should  not  be  allowed  to  be  as  liberal  as  they  propose, 
that  the  liberality  would  deprive  the  Western  and  Official  Classi- 
fication carriers  of  much  needed  revenue.  The  examiner  said 
that  unlimited  free  reconslgnments  would  be  indefensible  and 
argued  that,  Inasmuch  as  shippers  in  the  north  and  west  did 
not  seriously  object  to  what  the  carriers  In  their  parts  of  the 
country  proposed  doing,  the  charges  proposed  could  not  be  held 
to  be  such  a  handicap  on  doing  business  as  had  been  suggested. 

Result  of  Mrs.  Handing's  Peek  Through  the  White  House 
Fence. — Washington  may  be  as  important  a  point  in  world  poli- 
tics as  the  average  patriotic  American  thinks  it  Is,  but  the 
Washingtonian  and  his  guests  this  week  have  not  been  giving 
half  as  much  thought  to  the  big  things  that  have  been  happening 
on  the  other  side  of  the  Atlantic  as  to  one  little  change  in 
Washington.  The  Hardings  have  thrown  open  the  White  House 
and  its  grounds  as  they  were  before  the  war.  That  fact  has 
been  more  talked  about  than  world  politics  by  the  man  in  the 
street,  including  the  folks  from  that  part  of  the  world  where 
they  affectionately  and  familiarly  refer  to  Mrs.  Harding  as 
Florence.  And  they  have  not  always  been  kind  to  the  Wilsons 
or  mindful  of  the  fact  that  the  country  has  been  at  war,  that 
cranks  are  more  numerous  in  war  than  in  peace  time,  and 
above  all  that,  from  April,  1865,  to  September,  1901,  three  presi- 
dents were  shot  and  killed  by  cranks.  There  has  been  rejoicing 
this  week  over  the  fact  that  folks  have  been  free  to  enter  the 
grounds,  walk  under  the  roof  of  the  portico  of  the  president's 
house,  and  enter  many  of  the  parlors,  just  as  if  they  owned  the 
house  and  grounds.  This  freedom  is  ascribed  to  the  fact  that 
Mrs.  Harding  and  a  friend  from  Marion,  about  three  years  ago, 
were  ordered  by  guards  to  "move  on"  when  they  stopped  for 
a  minute  to  look  through  the  pickets  of  the  stout  iron  fence 
surrounding  the  White  House.  Mrs.  Harding  is  credited  with 
having  said  then  that  if  she  ever  obtained  the  power  she  would 
see  that  Americans  (from  Marion,  O.,  at  least)  had  an  oppor- 
tunity to  look  at  the  house  they  had  built  for  their  President 
without  being  told  to  move  on.  It  may  be  a  little  thing,  but 
folks  have  talked  about  it,  even  more  than  about  the  late  Champ 
Clark's  quirk  in  history,  caused  by  a  pig  that  got  stuck  under 
a  gate.  According  to  the  now  departed  Missourian,  the  pig's 
squeals  caused  a  kind-hearted  voter  to  stop  long  enough  to 
extricate  it,  and  that  act  of  mercy  caused  him  to  miss  his  vote, 
and  that  vote  turned  the  election  in  that  state  the  other  way 
and  the  vote  of  that  state  in  that  year  decided  the  presidency. 
Clark  had  a  big  collection  of  odd  things  in  history  like  that  which 
he  intended  to  write  when  he  retired  from  Congress.  Death 
retired  him  two  days  before  the  coming  of  the  retirement  caused 
by  the  disaster  to  his  party  in  November  of  last  year.  He 
probably  never  wrote  out  his  stories.  He  used  to  tell  them  at 
the  National  Press  Club.  Inasmuch  as  he  intended  writing 
them,  no  one  ever  took  the  trouble  to  take  them  down  as  he 
told  them,  so  they  are  probably  lost. 


The  Silica  Sand  Decision. — Application  of  the  reasoning 
used  by  Chairman  Clark  in  the  Illinois  Silica  Sand  Producers' 
Traffic  Association  case,  to  similar  situations  with  regard  to  other 
commodities  that  meet  each  other  in  highly  competitive  mar- 
kets, may  have  a  profound  effect  on  the  inter-territorial  rate 
structure  the  Commission  thought  it  was  building  when  it  dis- 
posed of  the  1920  advanced  rate  case.  Another  view  of  the  de- 
cision, on  further  hearing  in  that  case,  is  that  the  Commission 
itself  is  merely  ordering,  in  a  specific  instance,  the  restoration 
of  relationship,  such  as  it  generally  inculcated  when  it  made 
its  report  in  Ex  Parte  No.  74.  Almost  any  report  the  Commis- 
sion makes  could  be  pointed  to  as  a  mere  carrying  out  of  an 
idea  put  forth  in  a  preceding  case.  So  it  might  be  said  that  the 
order  in  the  sand  case  is  not  a  reversal,  in  any  sense,  of  the 
position  taken  last  July  when  the  rule  for  making  inter-terri- 
torial rates  was  announced.  While  the  Commission  may  not 
have  intended  its  decision  in  the  sand  case  to  be  regarded  as 
of  more  than  ordinary  importance,  it  is  believed  that  shippers 
in  Official  Classification  Territory,  whose  competitors  have 
their  shipping  points  in  one  of  the  other  territories,  will  hasten 
to  bring  to  the  Commission's  attention  cases  in  which  they  find 
themselves  at  a  disadvantage  in  comparison  with  those  com- 
petitors, especially  those  south  of  the  Ohio  River.  The  west 
coast  lumbermen,  for  instance,  might  suggest  that  their  com- 
petitors in  the  southeastern  part  of  the  country,  relatively 
speaking,  have  a  stronger  hold  on  the  eastern  markets  than 
ever,  because,  from  some  part  of  the  southeast,  the  carriers  did 
not  take  all  they  might  have  demanded,  under  one  or  more  of 
the  Commission's  permissive  orders.  It  is  a  certainty  that  the 
coal  operators  in  Indiana  and  Illinois  will  insist  on  the  Com- 
mission giving  some  attention  to  the  conditions  created  In  the 
fields  in  which  they  meet  the  competition  of  operators  in  Ken- 
tucky and  Tennessee.  A  mere  look  at  the  outstanding  facts, 
it  is  suggested,  will  disclose  work  for  several  years  to  come,  just 
in  clearing  away  lop-sided  adjustments  created  by  Ex  Parte 
No.  74. 


One  Level  for  All  Rates. — One  suggested  effect  of  Ex  Parte 
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No.  74  and  the  readjustments  that  may  have  to  be  made  "on 
further  hearing"  is  the  bringing  of  rates  in  all  parts  of  the 
country  to  about  the  same  level.  The  old  idea  that  the  east 
and  north  can  have  materially  lower  rates  than  the  south  be- 
cause of  the  greater  traffic  density  seems  in  a  fair  way  to  join 
the  dodo  and  other  things  that  once  were  but  are  not  now. 
There  were  a  few  men,  as  long  ago  as  1910,  who  suggested  that 
it  was  probably  not  accurate  to  say  that  the  south  should  have 
higher  rates  than  the  north  and  east  because  there  was  not  traffic 
enough  to  enable  the  railroads  to  live.  The  suggestion  was 
then  made  that  some  of  the  rates  were  so  high  that  the  country 
could  not  develop  as  fast  as  it  should.-  Fairfax  Harrison  has 
been  preaching  that  idea  for  the  last  two  or  three  years — per- 
haps longer.  He  acted  on  it  when  he  equalized  New  Orleans 
with  New  York  on  export  and  import  traffic.  He  made  a  bid 
for  the  southern  ports,  even  as  the  Illinois  Central  had  been 
bidding  for  a  number  of  years,  though  perhaps  not  as  spec- 
tacularly as  when  Harrison,  against  the  opposition  of  the  east 
and  west  lines,  said  he  would  carry  as  cheaply  to  the  big  Gulf 
port  as  the  trunk  lines  would  carry  to  the  north  Atlantic  ports. 
In  Ex  Parte  No.  74,  the  Commission  had  to  announce  its  con- 
clusion that  the  people  in  the  intermountain  and  Pacific  coast 
country  apparently  had  been  paying  rates  on  a  relatively  too 
high  level  and  that,  therefore,  they,  like  the  south,  should  have 
their  local  rates  increased  only  twenty-five  per  cent.  But  when 
the  level  of  rates  has  been  made  practically  uniform  what  room 
will  there  be  for  a  far-seeing  railroad  executive?  That  is  a 
question  that  more  than  one  man  has  asked  himself.  Govern- 
mental officials,  among  whom  may  be  classed  interstate  com- 
merce commissioners,  are  inclined  to  oppose  experiments  which 
a  single  executive  might  be  willing  to  make,  knowing  that  if 
he  won  he  would  be  called  a  hero,  and  if  he  lost,  his  neighbors 
would  think  themselves  warranted  in  asking  what,  if  anything, 
he  had  above  his  eye  line? 


Inquiry  into  Railroad  Expenditures. — The  Cummins  proposal 
to  have  an  inquiry  into  the  condition  of  the  railroads'  efficiency 
or  lack  of  it  in  management,  and  necessarily  all  phases  of  the 
cost  of  conducting  transportation  in  the  country,  so  far  as  can 
be  learned  in  Washington,  is  not  causing  any  shivers  among 
the  railroad  executives.  On  the  contrary,  intimations  from  New 
York,  the  home  of  railroad  executives,  are  to  the  effect  that 
they  would  welcome  such  an  inquiry.  It  is  suspected  their 
willingness  to  have  an  inquiry  set  afoot  arises  in  large  measure 
from  the  fact  that  if  such  an  inquiry  were  started,  it  would 
afford  them  an  opportunity  to  put  before  the  country,  in  semi- 
official form,  the  thousands  of  cases  in  which  the  orders  of  the 
Director-General  imposed  big  wage  burdens  for  comparatively 
small  services,  as,  for  instance,  $87.50  a  month  to  a  colored 
porter  for  an  hour's  work,  salaries  of  station  agents  which,  each 
month,  amount  to  more  than  the  gross  revenue  at  such  stations, 
and  things  of  that  kind.  Many  senators  have  received  letters 
from  indignant  shippers  pointing  to  such  examples  of  waste 
orced  on  the  railroads  by  the  national  agreements  and  wage 
rders  of  the  Railroad  Administration.  Centralized  buying  it 
has  been  said,  was  also  a  cause  of  needless  burdens,  because 
such  buying  shut  out  of  the  market  the  local  bidder  who  could 
undertake  to  supply  a  local  need,  but  was  unable  to  undertake 
to  supply  for  a  large  group  of  railroads  the  particular  com- 
modity handled  by  him.  Usually  a  congressional  inquiry  is  not 

isned  by  the  person  or  persons  investigated,  but  the  Cummins 
sst,  it  has  been  suggested,  would  please  the  railroad  ex- 
ecutives. They  were  not  in  a  position  to  talk  during  federal 

itrol.  Since  its  termination  they  have  given  totals  of  wage 
ncreases,  but  in  only  a  few  instances  have  they  gone  into  de- 

s  as  to  rates  of  pay  said  to  be  above  the  level  of  pay  for 
similar  service  in  a  given  community  A  E  H 


TRANSPORTATION  LEGISLATION 

The  Traffic  World  Washington  Bureau 

All  bills  affecting  transportation  pending  in  Congress  when 
.  adjourned  sine  die,  March  4,  will  have  to  be  reintroduced 
the  extraordinary  session  which  it  is  expected  will  be  called 
about  April  4  by  President  Harding,  if  the  authors  wish  to  urge 
their  enactment  into  law.    Among  the  measures  which  failed  of 
'  fn   the,.8es«iontwere  those  relating  to  modification  of 
th     Q     ,?  K,y,  °n  anU'trU8t  act-  the  Poindexter  anti- 
strike  bill,  the  Scott  bill  extending  the  season  of  navigation  on 
real  Lakes  as  to  passenger  vessels,  and  the  bill  amending 
the  valuation  section  of  the  interstate  commerce  act  so  as  to 
relieve  the  Commission  of  ascertaining  and  reporting  the  cost 

The  CaZr  hm  °f  h?^"""8'  £****  the  valuation  proceeding. 

der  bill    which  would  take  from  the  Commission   the 

to  issue  priority  orders  for  the  movement  of  any  particular 

commodity,  excepting  live  stock  and  perishable  products  in  time 

only  bill  relating  to  transportation  which  got  through 


the  legislative  jam  in  the  closing  hours  of  the  Sixty-ninth  Con- 
gress which  came  to  an  end  at  noon  March  4  was  H.  R.  12161, 
amending  provisions  of  the  penal  code  pertaining  to  the  trans- 
portation of  explosives.  The  bill  was  passed  several  weeks  ago 
by  the  House,  and  taken  up  in  the  Senate  in  the  last  hours  of 
the  session  and  passed.  It  was  one  of  the  bills  signed  by  Presi- 
dent Wilson  March  4. 

Explaining  the  measure,  Senator  Townsend,  of  Michigan, 
said:  "The  only  way  in  which  it  differs  from  the  existing  law 
is  to  guard  and  protect  the  public  against  some  of  the  newer 
inflammables  and  explosives  which  have  been  invented.  There 
has  been  some  confusion  as  to  what  were  subject  to  transporta- 
tion and  what  were  not.  This  bill  attempts  to  define  more 
clearly  the  difference  between  high  and  low  explosives,  those 
which  can  be  handled  in  small  amounts  with  safety  to  the  public 
and  those  which  cannot." 

The  sundry  civil  bill,  carrying  appropriations  for  the  Inter- 
state Commerce  Commission,  about  which  some  doubt  as  to 
passage  had  'been  felt,  got  through  both  houses  and  was  ap- 
proved by  the  President. 

The  bill  providing  for  amendment  of  the  transportation  act 
so  that  the  Merchants  &  Miners  Transportation  Company  might 
benefit  by  the  guaranty  provisions  of  the  law  died  with  the 
adjournment  of  Congress  March  4.  It  will  be  reintroduced  at 
the  special  session  of  Congress. 

The  amendment  of  section  201,  paragraph  (c),  of  the  trans- 
portation act,  relating  to  the  construction  by  the  Secretary  of 
War  of  terminal  facilities  for  the  interchange  of  traffic  between 
rail  and  inland  water  lines,  referred  to  in  The  Traffic  World 
February  12,  p.  330,  became  law  through  the  approval  of  the 
sundry  civil  appropriation  bill,  in  which  the  amendment  was 
inserted  by  the  Senate  and  agreed  to  by  the  House.  The 
amendment  was  technical  in  nature  and  enacted  to  enable  the 
Secretary  of  War  to  make  effective  the  provisions  of  section  201 
relating  to  interchange  facilities. 


BAUXITE  ORE,  GEORGIA  TO  ILL. 

The  complaint  of  the  General  Chemical  Company  in.  its 
case  against  the  Director-General,'  Central  of  Georgia  Railway 
et  il.,  docket  No.  12069,  hearing  on  which  was  held  before  Ex- 
aminers Mackley  and  de  Quevedo  in  Chicago,  March  10,  alleges 
that  the  through  rate  on  bauxite  ore  from  Republic,  Ga.,  to  Chi- 
cago Heights,  111.,  was  unjust  and  unreasonable  in  that  the  por- 
tion of  it  assessed  for  the  haul  north  of  the  Ohio  River  exceeded 
J2.40  per  gross  ton  in  November  and  December,  1918,  when  the 
chemical  company  received  six  cars  from  that  point.  Reparation 
in  the  amount  of  $265.20  is  asked  but  the  Commission  is  not 
asked  to  prescribe  rates  for  the  future  because  those  in  question 
were  reduced  to  $2.40  in  Kelly's  tariff,  Sup.  4  to  I.  C  C  No  789 
issued  August  10,  1919. 

J.  D.  Ross,  local  traffic  agent  for  the  General  Chemical  Com- 
pany, appeared  for  and  testified  on  behalf  of  the  complainants. 
He  said  the  rate  paid  on  the  cars  was  $6.70  per  gross  ton,  $3.70 
of  which  was  for  that  portion  of  the  haul  north  of  the  Ohio 
River.  The  commodity  rate  north  of  the  Ohio,  the  witness  said, 
was  based  on  90  per  cent  of  the  sixth  class  rate,  but  an  anoma- 
lous situation  was  brought  about  by  the  fact  that  the  tariff  rules 
provided  for  the  application  of  the  commodity  rate  on  net  tons 
and  the  class  rate  on  gross  tons.  The  result  was  that  the  com- 
modity rate  was  10  cents  higher  than  the  class  rate,  he  said. 
Contemporary  rates  to  Detroit,  Buffalo,  and  Erie,  he  said  were 
considerably  lower  and  yielded  a  per  ton  mile  earning  far  less 
than  the  six  cars  involved.  Questioned  by  the  examiner  the  wit- 
ness explained  that  the  bauxite  ore  was  used  in  the  manufacture 
of  sulphate  of  alumina  which,  in  turn,  was  used  in  the  manu- 
icture  of  paper  and  for  municipal  water  filtration  purposes.  He 
>aid  the  commodity  was  sold  on  a  close  margin  and  that  a  dif- 
ference of  ten  or  even  five  cents  in  the  freight  charges  on  the 
ore  might  give  a  decided  advantage  to  a  competitor. 

A.  P.  Humburg,  who  handled  the  case  for  the  defendants 
Placed  on  the  stand  F.  A.  Law,  assistant  general  freight  agent 
for  the  Illinois  Central,  who  testified  that  there  had  been  no  ap- 
plication for  a  reduction  in  the  bauxite  rate  made  previous  to 
the  movement  of  the  cars  involved.  He  pointed  out  that  a 
through  commodity  rate  of  $6.70  for  a  haul  of  997  miles  was 
low  and  said  that  it  was  a  depressed  rate  caused  by  potential 
water  competition.  R.  D.  Hunter,  special  agent  for  the  Bigl  Four 
introduced  an  exhibit  purporting  lo  compare  the  rates  from 
Cincinnati  to  Chicago  on  bauxite  ore  with  those  on  other  com- 
modities. He  said  a  search  of  the  files  in  the  offices  of  the  Big 
Four  failed  to  show  other  shipments  of  the  ore  than  those  in- 
volved in  the  complaint  and  expressed  the  conviction  that  there 
would  never  be  any  considerable  traffic  between  the  points  men- 
tioned. Brief  date  was  set  at  April  11 


BERGEN    COUNTY    R.    R.    BONDS 

The  Bergen  County  (N.  J.)  Railroad  in  a  petition  filed  with 

(he   Commission    asks   authority   to   extend    for   ten   years   the 

1nai?9rity  ™te  ^  ?200'000  of  its  first  mortgage  bonds  from  April 

}'»,,*         ds  *°  be  extende<J  will  bear  interest  at  not  to 

exceed  7%  per  cent. 
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Decisions  of  Interstate  Commerce  Commission 


LOUISIANA  RATES,  FARES,  CHARGES 

In  u  report  on  No.  11863,  written  by  Chairman  Clark,  Louisi- 
ana Rales.  Fares  and  Charges,  opinion  No.  6675,  60  I.  C.  C. 
IH7-85,  tiie  Commission  held  unjustly  discriminatory  against  in- 
tersiale  commerce  the  failure  of  the  carriers  to  increase  their 
imrastate  passenger  fares,  surcharges  for  the  use  of  parlor  and 
sli  oping  cars,  and  rates  on  milk  and  cream  on  passenger  trains, 
ilu>  IUM or  to  New  Orleans  and  New  Orleans  rate  points,  to  the 
level  of  fares  and  rates  prescribed  in  Ex  Parte  No.  74.  The 
order  requires  the  respondents  to  bring  the  fares,  charges  and 
rales  to  that  level  on  or  before  April  30,  on  not  less  than  five 
days'  notice. 

The  Commission  reserved  rates  on  sugar  cane,  multiple 
form  tickets,  and  "municipal"  rates  on  sand  and  gravel  for  fu- 
ture consideration.  While  the  rates  on  cotton  were  in  issue  in 
t lie  case,  the  Louisiana  authorities,  before  the  case  was  finished, 
allowed  them  to  be  brought  up  to  the  level  of  the  interstate 
raies,  so  there  was  nothing  to  be  decided  respecting  them.  The 
Commission  called  attention  to  the  fact  that  the  Louisiana  com- 
mission has  not  made  a  final  decision  with  respect  to  the  rates 
on  sand  and  gravel  for  application  to  the  shipments  the  freight 
bills  on  which  are  to  be  paid  or  have  been  paid  by  municipal 
or  parochial  authorities,  called  in  the  testimony  and  argument 
of  the  case  "municipal  rates,"  and  that  that  forum  was  still  open 
to  the  railroads,  to  make  their  representations.  The  suggestion 
in  that  part  of  the  Commission's  report  was  that  the  carriers 
should  go  to  th'e  Louisiana  body,  especially  in  view  of  the  fact 
that  they  had  made  a  voluntary  reducti6n  in  such  rates  from 
the  level  established  by  order  of  the  Director-General.  With 
respect  to  passenger  fares,  rates  on  milk  and  cream,  and 
i  lie  surcharge  for  the  privilege  of  riding  in  a  parlor,  sleeping  or 
drawing  room  car  is  the  same  as  the  decisions  in  the  New  York, 
Wisconsin,  Illinois,  Arkansas  and  Minnesota  cases,  which  are 
cited  as  authority  for  the  holdings  in  this  case. 

Rates  on  sugar  cane  distinguish  this  from  all  other  state 
rate  cases  because  there  is  no  interstate  commerce  in  sugar 
cane.  Transportation  of  cane  to  the  central  grinding  mills  takes 
place  only  in  Louisiana.  Transportation  of  beets  to  the  sugar 
mills  in  other  parts  of  the  state  is  as  nearly  analogous  to  it 
as  any  other  traffic  in  the  country.  There  is  therefore,  no  ele- 
ment of  competition  between  cane  growers  and/or  grinding 
mills  in  Louisiana  on  the  one  hand  and  growers  and/or  grinders 
in  another  state. 

This  distinction  between  the  Louisiana  case  and  the  cases 
of  all  other  states  afforded  Commissioner  Eastman  an  oppor- 
tunity to  point  out  the  length  to  which  the  Commission  has 
gone,  in  Eastman's  estimation,  in  construing  the  sections  13  and 
I5a  in  the  cases  that  have  been  disposed  of. 

Because  the  next  cane  moving  season  does  not  arrive  until 
October  and  November,  the  Commission  said  that  it  would  defer 
consideration  until  some  time  later.  The  Commission  also  laid 
aside  the  subject  for  future  consideration  because,  as  it  pointed 
out,  it  could  not  assume  that  the  Louisiana  commission,  which 
is  still  considering  the  subject  of  rates  on  cane,  would  attempt 
to  require  the  railroads  to  haul  that  commodity  under  rates 
shown  to  be  less  than  the  cost  of  the  service.  Besides,  it 
pointed  out,  the  law  authorizes  it  to  avail  itself  of  the  co-opera- 
tion of  the  state  authorities.  Therefore,  inasmuch  as  the  next 
harvest  is  still  months  away,  immediate  consideration  of  the 
subject  is  not  required. 

When  counsel  for  the  Louisiana  commission  objected  to  the 
introduction  of  testimony  about  rates  on  sugar  cane,  on  the 
ground  that  there  is  no  unjust  discrimination  because  there  is 
no  interstate  commerce  in  it,  the  lawyers  for  the  railroads  re- 
torted that  there  is  discrimination  against  interstate  commerce 
because  the  low  basis  of  rates  applicable  to  the  traffic  in 
Louisiana  decreases  the  return  to  the  carriers.  On  that  point 
the  Commission  said: 

"It  is  admitted  that  there  is  no  discrimination  as  between 
intrastate  shippers  of  sugar  cane  and  interstate  shippers  of  the 
same  commodity.  There  is  here  no  interstate  commerce  in 
-sugar  cane,  but  it  seems  manifestly  unjust  that  interstate  com- 
merce and  interstate  shippers  should  be  required  to  forego  the 
use  of  needed  equipment  in  order  that  this  particular  traffic 
may  be  accorded  a  preference,  and  that  interstate  commerce  and 
iniorsiate  shippers  should  be  penalized  through  the  medium  of 
necessarily  higher  interstate  rates  in  order  to  meet  the  deficiency 
in  revenue,  amply  portrayed  upon  this  record,  growing  out  of 
the  preferred  treatment  of  this  particular  kind  of  intrastate 
traffic  and  this  special  class  of  intrastate  shippers.  We  cannot 
assume  that  the  Louisiana  commission  would  attempt  to  re- 
quire respondents  to  haul  sugar  cane  under  rates  that  are  shown 
in  be  less  than  the  cost  of  service.  Under  section  13  of  the 
interstate  commerce  act  we  a're  authorized  to  avail  ourselves 


of  the  co-operation  of  the  state  authorities  and,  Inasmuch  an  the 
next  season  of  harvest  and  transportation  will  not  begin  for 
several  months,  we  shall  defer  for  later  consideration  the  inHin- 
with  respect  to  rates  on  sugar  cane." 

In  his  dissent,  Eastman  said  that  this  case  "illustrates  in 
so  clear  cut  a  way  one  ground  of  dissent  that  it  warrants  further 
comment."  Continuing,  he  said: 

"It  appears  that  sugar  cane  moves  intrastate  in  Louisiana, 
but  that  there  is  no  corresponding  interstate  movement.  The 
rates  on  sugar  cane  have  been  increased  since  1900  only  by  the 
25  per  cent  under  General  Order  No.  28.  Respondents  presented 
evidence  showing  that  these  rates  are  now  below  the  cost  of 
rendering  the  service,  and  claim  that  this  proves  'unjust  dis- 
crimination against  interstate  commerce,'  within  the  meaning 
of  section  13  of  the  interstate  commerce  act.  This  claim  is  in 
entire  harmony  with  the  contention  consistently  made  by  the 
carriers  in  all  these  state  cases,  that  intrastate  rates  cause  such 
discrimination  when  they  are  so  low  that  they  fail  to  contribute 
their  fair  share  of  railway  operating  income,  and  thus  create 
a  deficiency  which  must  be  made  up  elsewhere.  It  is  their  con- 
tention, in  short,  that  the  words  'discrimination  against"  are 
equivalent,  as  they  are  used  in  section  13,  to  the  words  'burden 
upon.' 

"The  majority  reserve  these  sugar-cane  rates  for  possible  fu- 
ture consideration,  and  under  the  circumstances  I  do  not  criticize 
this  disposition  of  the  matter.  Nevertheless  they  remain  a 
striking  illustration  of  the  difficulties  which  are  encountered  in 
construing  section  13,  not  the  less  striking  because  in  this  case 
the  issue  is  deferred. 

"Manifestly,  if  the  carriers  are  correst  in  their  contention, 
the  fact  that  there  is  no  interstate  traffic  in  sugar  cane  is  wholly 
immaterial,  for  the  'burden'  created  by  the  deficiency  in  revenues 
is  necessarily  one  which  falls  upon  interstate  commerce  generally 
and  not  upon  any  particular  class  of  interstate  commerce.  It 
also  follows,  inevitably,  if  they  are  correct,  that  we  are  the 
final  arbiters  of  the  reasonableness  of  all  intrastate  rates,  thus 
acquiring  through  section  13  a  jurisdiction  from  which  we  are 
specifically  excluded  in  the  opening  section  of  the  act.  So  revo- 
lutionary is  this  doctrine  that  I  have  felt,  whatever  its  intrinsic 
merits  or  demerits  may  be,  that  it  could  not  properly  be  accepted 
unless  the  Congress  has  conferred,  or  attempted  to  confer,  such 
authority  upon  us  in  plain  and  unmistakable  terms;  and  as 
stated  in  my  expression  of  dissent  in  Rates,  Fares,  and  Charges 
of  N.  Y.  C.  R.  R.  Co.,  supra,  I  have  been  unable  to  discover  any 
clearly  manifested  purpose  of  this  kind. 

"On  the  other  hand,  if  the  carriers  are  wrong  in  their  con- 
tention with  respect  to  these  sugar-cane  rates,  it  must  be  be- 
cause intrastate  rates  unjustly  discriminate  against  interstate 
commerce,  within  the  meaning  of  section  13,  only  when  an  ele- 
ment of  competition  exists  between  the  intrastate  traffic  in  ques- 
tion and  interstate  traffic  of  the  same  kind  and  when,  by  reason 
of  such  relationship,  the  intrastate  rates  make  it  more  difficult 
or  burdensome  to  engage  in  interstate  commerce.  In  other 
words,  there  must  be  some  injurious  effect  upon  interstate  com- 
merce more  direct  and  tangible  than  the  general  and  indefinite 
effect  which  may  conceivably  be  caused  by  a  deficiency  in  the 
revenues  of  the  carriers,  and  which  can  ordinarily  be  transferred 
to  the  ultimate  consumer. 

"I  find  no  difficulty,  in  view  of  all  the  provisions  of  the  act, 
in  accepting  this  interpretation  of  the  words  'unjust  discrimina- 
tion against  interstate  commerce,'  but  where  does  it  lead?  In 
this  very  case  the  majority  find  that  the  intrastate  passenger 
fares  unjustly  discriminate  against  interstate  commerce  to  the 
extent  that  they  are  lower  than  the  interstate  fares;  but  is  there 
evidence  that  all  of  these  intrastate  fares  have  an  injurious 
effect  upon  interstate  commerce  which  is  direct  and  tangible 
and  in  accord  with  the  above  interpretation?  Such  evidence  is 
offered  in  the  case  of  the  milk  and  cream  rates  east  of  the 
Mississippi,  but  there  is  no  adequate  proof  of  similar  injury  in 
the  case  of  the  passenger  business.  It  is  not  convincingly  shown 
that  in  all  or  in  any  great  number  of  instances  a  relationship 
exists  between  the  interstate  and  the  intrastate  traffic  so  that 
the  difference  in  fares  injures  interstate  commerce  in  a  way 
which  is  dissociated  from  the  possible  effect  of  a  deficiency  in 
the  revenues  of  the  carriers.  There  is  no  evidence  that  inter- 
state passengers  or  localities,  will  be  benefited  in  a  direct  and 
immediate  way  by  an  increase  in  many  of  these  intrastate  fares. 

"The  situation  is  one,  in  brief,  in  which  the  conclusions  of 
the  majority  can  be  supported  in  their  entirety  only  by  reliance 
upon  the  doctrine  of  general  'burden  upon"  interstate  commerce, 
a  doctrine  which,  carried  to  its  logical  conclusion,  gives  us  ulti- 
mate jurisdiction  over  the  reasonableness  of  all  intrastate  rates. 
It  has  seemed  to  me  that  this  is  also  true  of  all  the  analogous 
cases  which  have  so  far  been  decided.  In  Intrastate  Rates  within 
Illinois,  59  I.  C.  C.,  350,  365,  the  doctrine  was  thus  stated: 

If.  without  good  reason,  the  fares  within  a  state  are  lower  than 
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those  authorized  for  Intel-state  application,  intrastate  passenger  traffic 
will  not  contribute  Its  Just  share  to  the  passenger  revenues  of  the  car- 
riers and  the  carriers  may  not  earn  the  statutory  return  without 
further  Increases  In  the  transportation  charges  on  other  traffic,  includ- 
ing Interstate  commerce,  thus  unjustly  discriminating  against  such 
commerce. 

Another  fact  that  distinguishes  this  case  from  other  state 
rate  cases  is  that  the  adjustment  of  rates  on  rough  and  clean 
rice,  made  by  the  state  commission,  is  allowed  to  stand.  That 
has  been  a  highly  litigous  subject  for  many  years.  The  carriers 
said  that  while  the  adjustment  made  by  the  state  commission 
would  deprive  them  of  a  substantial  amount  of  revenue,  they 
asked  to  be  allowed  to  withdraw  that  issue.  The  shippers  of 
rice  consented,  so  the  Commission  said  it  had  been  withdrawn, 
leaving  the  state-made  adjustment  in  effect. 

RATES  ON  MANGANESE  ORE 

In  an  opinion  written  by  Commissioner  Meyer  on  No.  10947, 
Cambria  Steel  Co.  et  al.  vs.  Northern  Pacific,  Director-General 
et  al.,  opinion  No.  6673,  60  I.  C.  C.  459-64,  the  Commission  has 
held  as  unduly  prejudicial  but  not  unreasonable,  a  combination 
rate  of  $12.85  per  ton  on  manganese  ore  from  Philipsburg,  Mont, 
to  Wharton,  N.  J.,  and  Johnstown,  Pa.,  because  in  excess  of  the 
group  rate  of  $10.15  from  Butte  and  other  points  in  Montana  to 
eastern  destinations.  Under  General  Order  No.  28,  the  $10.15 
rate  was  increased  to  $12.70  but  later,  at  the  solicitation  of  the 
War  Industries  Board,  it  was  reduced  to  the  old  level  prior  to 
General  Order  No.  28. 

Commissioner  Meyer  found  that  the  lawful  combination 
would  have  been  $11.60,  composed  of  a  rate  of  $1.45  from  Phillips- 
burg  to  Butte  and  the  group  rate  of  $10.15  beyond.  The  only 
question  was  one  of  reparation  and  the  return  of  the  overcharge. 
Commissioner  Meyer,  in  effect  found  that  it  was  unduly  preju- 
dicial against  the  ore  from  Philipsburg,  on  a  haul  of  more  than 
2,000  miles,  to  impose  a  rate  greater  than  the  one  from  Butte. 
He  said,  however,  that  while  on  the  long  transcontinental  hauls 
the  groups  might  well  be  larger  than  for  shorter  hauls,  the  fact 
that  the  rate  was  subsequently  made  the  same  did  not  prove 
that  the  poor  adjustment  was  unreasonable.  He  said  the  undue 
prejudice  found  to  exist,  had  not  been  shown  as  the  cause  of  any 
damage. 

Usually  eastern  furnaces  use  imported  manganese  ore.  Dur- 
ing the  war  the  western  are  came  east  of  Chicago  because  a 
sufficient  quantity  could  not  be  imported.  After  the  end  of  the 
war  the  western  ore  was  again  confined  to  its  customary  market. 

The  report  in  this  case  also  covers  sub-bumber  1,  Cambria 
Steel  Co.  vs.  Same. 


RATES  ON  SILICA  SAND 

As  a  cure  for  a  relationship  that  unduly  prefers  the  pro- 
ducers of  silica  sand  at  Gray's  Summit,  Silica,  and  Pacific,  Mo., 
and  unduly  prejudices  producers  of  the  same  kind  of  sand  in 
the  Ottawa  district  in  northern  Illinois,  in  the  matter  of  ship- 
ments to  destinations  east  of  the  Indiana-Illinois  state  line,  the 
rates  from  the  Missouri  points  are  to  be  brought  up  in  accord- 
ance with  the  Commission's  decisions  in  the  five  and  fifteen  per 
cent  cases,  and  then  the  40  per  cent  addition  decreed  in  Ex  Parte 
No.  74  for  eastern  district  rates  is  to  be  put  on  top  of  the  rates 
that  would  have  been  operative  had  the  carriers  taken  the  five 
and  fifteen  per  cent  increases.  The  inter-territorial  rule  of  33% 
:>er  cent  Is  to  be  disregarded.  In  that  way  the  Missouri  sand 
producers  will  be  deprived  of  the  advantage  they  now  have  by 
reason  of  the  fact  that  the  carriers  serving  them  did  not  take 
the  increases  permitted  by  the  decisions  of  the  Commission  prior 
to  the  enactment  of  the  transportation  act. 

These  rates  are  to  be  made  effective  on  or  before  May  16. 
They  have  been  ordered  in  connection  with  a  supplemntal  rport 
on  No.  10927,  Silica  Sand  Producers  Traffic  Association  of  Illinois 
vs.  Chicago  Burlington  &  Quincy,  Director-General  et  al.,  opinion 
No.  6670.  60  I.  C.  C.  453-4,  on  further  hearing.  In  the  original 
eport  (58  I.  C.  C.  549),  the  Commission  found,  among  other 
things,  that  there  was  undue  preference  for  the  Missouri  pro- 
ducers of  sand.  The  case  was  re-opened  for  further  hearing  with 
the  result  that  the  Commission  has  reiterated  its  finding  of  undue 
prejudice  and  preference  and  has  issued  an  order  giving  definite 
steps  to  be  taken  by  the  carriers  in  removing  the  prejudice  found 
to  exist. 

In  the  original  report  the  Commission  said  that  the  undue 
prejudice  existed  because  the  rates  from  the  Missouri  points  had 
not  been  increased  in  accordance  with  the  permission  given  in 
the  five  and  fifteen  per  cent  cases. 

On  further  hearing  complainant  introduced  exhibits  tending 
show  that  even  if  the  carriers  had  taken  all  that  was  allowed 
two  cases  mentioned,  the  Illinois  rates  would  re- 
main relatively  higher  than  from  the  pits  of  their  competitors 
in  Missouri,  because  of  the  rule  for  making  inter-territorial  rates 
,      K  «S>»lato"»t  contended  that  even  increasing  the  rates 
m  the  Missouri  pits  as  allowed  in  the  Five  and  Fifteen  Per 


same  percentage  of  increases  notwithstanding  the  fact  that  the 
Missouri  pits  are  in  western  classification  territory  and  that 
inter-territorial  rates,  under  the  rule  prescribed  by  the  Commis- 
sion, having  been  increased,  lawfully,  only  one  third,  while  in 
the  eastern  district  or  official  classification  territory  they  have 
been  increased  40  per  cent. 

"Complainant's  contention  that  the  same  percentage  of  in- 
crease should  be  applied  to  the  Missouri  rates,  as  was  applied 
to  rates  from  its  district  is  sustained,"  said  Chairman  Clark.  In 
one  of  the  paragraphs  preceding  that  one,  the  chairman,  in  con- 
troverting a  proposition  laid  down  by  the  complainant,  said: 
"Moreover,  little,  if  any,  sand  moves  from  the  Missouri  points  to 
the  eastern  destinations."  The  two  declarations  are  unusual  in 
that  the  Commission  seldom  takes  the  trouble  to  prescribe  rela- 
tionships in  instances  where  there  is  little  movement  of  traffic, 
as  the  quoted  sentence  seems  to  say  there  is  in  this  situation. 

Th  breaking  down  of  the  rule  for  making  inter-territorial 
rates,  so  far  as  this  situation  is  concerned,  is  definite  and  with- 
out qualification.  The  determination  of  the  Commission  not  to 
suspend  the  tariffs  proposing  increases  on  iron  ore  from  the 
upper  lake  mines  to  the  ports,  caused  some  surprise  because  that 
was  taken  as  amounting  to  reversal  by  the  Commission  of  its 
finding  that  the  carriers  in  that  part  of  the  country  were  not 
entitled  by  reason  of  revenue  considerations,  to  an  increase  on 
that  traffic.  It  was  not,  however,  a  distinct  reversal.  The  re- 
versal was  by  implication  only. 

In  this  sand  case,  however,  the  modification  of  the  rule  for 
making  inter-territorial  rates  is  definite.  It  is  to  be  disregarded 
so  as  to  enable  the  complainants  to  compete  on  easier  terms  with 
the  more  distant  shippers  in  Missouri,  although  the  movement  of 
sand  from  the  Missouri  pits,  to  eastern  definitions,  according  to 
Chairman  Clark,  is  small,  notwithstanding  that  some  of  the  Mis- 
souri pits  have  lower  rates  than  their  competitors  in  northern 
Illinois  have  at  their  disposal. 


RATES  ON  CRUDE  PETROLEUM 

Application  of  the  fifth  class  rate  of  40  cents  was  condemned 
and  reparation  was  awarded  to  a  subsequently  established  com- 
modity rate  of  14.5  cents  on  shipments  of  crude  petroleum  from 
Bowling  Green,  Ky.,  to  Louisville,  in  a  report  on  No.  11430, 
Standard  Oil  Company  (Ky.)  vs.  Director-General  as  agent, 
opinion  No.  668,  60  I.  C.  C.  449-50.  Similar  action  was  taken  in 
No.  11449,  Same  vs.  Same,  as  to  shipments  from  Rugby  Road, 
Tenn.,  to  Louisville,  on  a  fifth  class  rate  of  50  cents,  the  repara- 
tion being  to  the  basis  of  a  subsequently  established  commodity 
rate  of  18.5  cents. 

Shipments  involved  in  the  first  mentioned  complaint  moved 
in  October  and  November,  1918.  Those  involved  in  the  second 
complaint  were  made  between  October  20,  1919,  and  February 
10,  1920. 

In  connection  with  No.  11430,  fourth  section  application  No. 
1952,  of  the  Louisville  &  Nashville  was  considered.  The  railroad 
said,  at  the  hearing,  that  the  fourth  section  departure  had  been 
cured  and  that  it  desired  no  relief.  Accordingly  in  fourth  section 
order  No.  7868,  further  relief  was  denied,  as  of  June  1,  although 
as  before  said,  the  tariffs  had  been  changed  prior  to  the  hearing. 


REFUND  OF  OVERCHARGE  ON  LEMONS 

A  holding  that  a  shipment  of  lemons  from  Filmore,  Cal.,  to 
El  Paso,  Tex.,  had  been  overcharged,  has  been  made  in  No.  11057, 
Sparr  Fruit  Co.  vs.  Rio  Grande,  El  Paso  &  Santa  Fe  et  al., 
opinion  No.  6671,  60  I.  C.  C.  455-6.  The  complainant,  in  July, 
1917,  ordered  two  dry  refrigerator  cars  from  the  Southern 
Pacific.  One  of  the  two  cars  furnished  was  a  Santa  Fe  Refrig- 
erator Dispatch  Co.  car.  The  Southern  Pacific  notified  the  com- 
plainant that  if  it  loaded  the  Santa  Fe  car,  it  would  have  to 
give  that  road  a  part  of  the  haul.  Accordingly,  the  fruit  com- 
pany billed  the  car  via  the  Southern  Pacific  to  Colton,  Cal.,  i 
thence  via  the  Santa  Fe  to  Chicago.  After  delivery  of  the 
Santa  Fe  car  to  the  Santa  Fe  at  Colton  it  was  diverted  to  El  i 
Paso  and  a  combination  of  $1.17  was  applied.  The  Commission 
found  that  the  applicable  combination  was  $1.075. 

At  the  hearing  the  fact  developed  that  the  Southern  Pacific 
and  the  Santa  Fe  have  an  understanding  with  each  other  that 
when  the  Santa  Fe  furnishes  a  Southern  Pacific  refrigerator  to 
a  shipper  it  shall  advise  him  that  the  Southern  Pacific  is  en- 
titled to  part  of  the  haul,  and  vice  versa.  It  was  admitted  on  the 
trial  of  the  case  that  that  understanding  was  not  binding  on 
the  shipper;  that  if  in  this  case  it  had  insisted  on  routing  the 
car  wholly  by  the  Southern  Pacific,  a  lower  combination  would 
have  applied  when  the  car  was  diverted.  To  Chicago,  the 
original  destination,  there  was  no  difference  in  the  rate.  The 
Commission  advised  the  carriers  promptly  to  make  refund  of  the 
overcharge  and  the  case  would  be  dismissed. 


COAL,  W.  VA.  TO  MASSILLON,  0. 

An  award  of  reparation  to  the  basis  of  a  subsequently   es- 
tablished  rate  has  been   made   in   No.   10726,   Central    Steel   Co.  It 
vs.  Chesapeake  &  Ohio  et  al.,  opinion  No.  6666,  60  I.  C.  C.  443-6. 
the    Commission    holding    unreasonable    a    combination    rate    of  I 
$2.98  on  soft  coal  from  points  In  the  Kanawha  District  to  Mas- 1 
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sillon.  (I.  shipped  between  July  1  and  October  27,  1917.  There 
a  rate  of  $1..~>5  contemporaneously  In  effect  from  the  Kana 
wlm  fields  to  Cleveland  and  other  points  in  Ohio  for  equal  or 
creator  distances  from  the  points  of  origin.  The  route  over 
which  the  coal  moved  to  Massillon  was  only  eight  miles  longer 
limn  the  route  over  which  the  $1.55  rate  applied. 

Counsel  for  the  Pennsylvania  admitted  that  the  factor  from 
Columbus  to  destination  was  unreasonable  to  the  extent  it  ex- 
d  73  cents,  its  division  of  the  rate  of  $1.55  subsequently 
established  over  a  route  embracing  the  Chesapeake  &  Ohio  North- 
i TII.  a  branch  of  the  C.  &  0.,  which  was  under  construction  in 
i;i  17.  and  used  to  a  certain  extent  to  relieve  congestion  through 
the  Cincinnati  gateway.  The  Chesapeake  &  Ohio  contended  that 
the  route  via  Limeville,  Ohio,  embracing  the  Chesapeake  &  Ohio 
Nun  hern,  was  not  open  during  the  time  the  coal  in  question 
moved. 

The  defending  carriers  contended  that  a  reasonable  com- 
bination would  have  been  $1.93  and  expressed  willingness  to 
make  reparation  to  that  basis.  The  Commission,  however,  held 
Hint  the  subsequently  established  rate  of  $1.55,  which  was  with- 
out restriction  as  to  routing,  would  have  been  reasonable  for 
application  to  Massillon. 

RATES  ON  SULPHURIC  ACID 

A  joint  commodity  rate  of  35  cents  on  sulphuric  acid  from 
New  Orleans  to  Orange,  Tex.,  has  been  condemned  as  unlawful 
and  unreasonable  in  No.  11431,  Seaboard  Oil  and  Refining  Com- 
pany of  Texas  vs.  Morgan's  Louisiana  &  Texas  Railroad  &.Steam- 
ship  Co.  et  al.,  opinion  No.  669,  60  I.  C.  C.  451-2,  both  as  to  the 
past  and  as  to  the  future  because  and  to  the  extent  that  it  ex- 
ceeded, exceeds  and  may  exceed  a  rate  of  19  cents.  Reparation 
is  to  be  made  down  to  the  basis  of  that  19-cent  rate.  That  rate 
is  to  be  put  into  operation  for  the  future  not  later  than  June  1. 

One  carload  of  acid  caused  the  complaint.  It  was  shipped 
in  July.  1919.  At  the  time  of  the  transaction  a  commodity  rate 
of  19  cents  applied  from  New  Orleans  to  Beaumont,  Houston, 
Texas  City  and  Galveston,  more  distant  points  over  the  same 
rails.  The  railroads  explained  that  if  there  had  ever  been  a 
considerable  movement  the  19-cent  rate  would  have  been  made 
operative  to  Orange.  They  resisted  an  order  of  reparation  on 
the  ground  that  there  had  never  been  but  one  carload  of  acid 
sent  to  Orange.  The  complainant  testified  that  when  it  resumed 
operations  with  its  refinery  it  expected  to  use  two  carloads  of 
acid  per  month  in  their  operations,  in  the  refining  of  petroleum. 
The  Beaumont  Chamber  of  Commerce  intervened  in  behalf  of 
the  Magnolia  Refinery,  but  why  it  intervened,  in  view  of  the  fact 
that  the  19-cent  rate  complained  of  applied  to  Beaumont,  is  not 
explained  in  the  report. 

Fourth  section  relief  as  to  the  rate  on  sulphuric  acid  to 
Orange  was  denied  in  fourth  section  order  No.  7869,  as  of  June  1. 


RATES  ON  TOBACCO 

An  award  of  reparation  has  been  made  in  No.  10770,  Ameri- 
can Tobacco  Company  vs.  Southern  Pacific,  Director  General 
ft  al.,  opinion  No.  6676,  60  I.  C.  C.  486-9,  on  account  of  an  un- 
reasonable rate  on  imported  Chinese  leaf  or  unmanufactured 
tobacco,  from  Tacoma  and  Vancouver,  B.  C.,  to  New  York,  mov- 
ing between  July  1,  1918  and  May  29,  1919.  A  rate  of  $2.815  was 
imposed  from  the  north  coast  ports.  Reparation  is  to  be  made 
to  the  basis  of  a  rate  of  $2.315  contemporaneously  in  effect 
from  San  Francisco,  all-rail. 

This  disparity  in  rate  was  one  of  the  quirks  caused  by  that 
part  of  General  Order  No.  28  directing  the  cancellation  of  all 
import  and  export  rates.  When  they  were  eliminated  shipments 
via.  San  Francisco  took  a  domestic  commodity  rate  of  $2.315 
instead  of  the  abolished  import  rate  of  $1.50  which  applied  from 
all  Pacific  ports  to  New  York.  There  was  no  domestic  com- 
modity rate  from  Tacoma  and  the  British  Columbia  port.  The 
imported  tobacco  therefore,  had  to  take  the  fourth  class  rating 
carried  in  the  classification.  The  reasonableness  of  the  com- 
modity rate  was  shown,  so  the  carriers  contended,  by  the  fact 
that  it  applied  westbound  as  well  as  eastbound.  They  admitted 
that  the  higher  class  rate  from  the  northern  ports  could  not  be 
justified.  Complainant  called  attention  to  the  fact  that  -while 

rate  of  $2.315  prevailed  westbound  on  leaf,  the  carriers,  be- 
fore the  export  rates  were  cancelled,  had  an  export  rate  of  $1.40 
on  leaf  and  $1.35  on  cigarettes.  The  Commission  said,  that, 
obviously,  such  an  adjustment  was  unnatural,  as  the  rates  on 
tlii-  manufactured  article  were  lower  than  the  rates  on  the  raw 
material.  The  complainant,  the  report  said,  assumed  that  the 

ice  westbound  was  the  same,  in  amount,  as  eastbound. 
That  however,  the  Commission  said,  was  not  necessarily  true. 
It  added  that  the  cost  of  service  is  not  the  only  element  entering 
into  rate-making. 


DEMURRAGE  TARIFFS  AND  PRACTICES 

The  daily  check  a  carrier  may  keep  on  the  condition  of  the 
delivery  track  of  a  shipper  so  as  to  enable  it  to  advise  its  con- 
nections to  hold  cars  consigned  to  the  track  of  such  an  industry, 
the  basing  of  constructive  delivery  on  notices  of  the  condition 


of  an  Industry  track,  and  the  assessment  of  demurrage  charges, 
do  not  constitute  an  illegal  or  unreasonable  action.  Therefore, 
the  Commission  has  dismissed  No.  11.166.  James  8.  Kirk  *  Com- 
pany vs.  Chicago  ft  North  Western  et  al.,  opinion  No.  6678,  60 
I.  C.  C.  491-4.  The  holding  is  that  the  charges  collected  as  de- 
murrage on  cars  constructively  placed  by  the  North  Western, 
although  the  cars  were  not  on  its  rails,  and  the  practices  com- 
plained of  were  not  unreasonable  or  otherwise  unlawful. 

The  complaint  grew  out  of  the  fact  that  between  January  1, 
1918  and  October  1,  1919  many  cars  were  received  by  railroads 
entering  Chicago,  consigned  to  the  complainant.  The  Chicago 
&  North  Western  kept  a  daily  check  on  the  condition  of  the  track 
of  the  complainant.  That  track  could  accommodate  two  tank 
cars,  six  cars  of  coal  and  four  cars  of  miscellaneous  freight  at 
one  time.  By  means  of  a  daily  check  of  its  condition,  the  North 
Western  was  able  to  notify  its  connections  as  to  whether  it 
would  be  able  to  spot  cars  they  might  have  for  Kirk  on  a  given 
day.  It  established  what  is  frequently  called  embargoes,  so  as 
to  keep  its  connections  from  congesting  its  own  switching  tracks. 

Every  car  held  by  reason  of  the  notice  from  the  North  West- 
ern that  it  could  not  spot  cars  on  the  Kirk  track  was  construc- 
tively placed  by  the  North  Western,  not  on  its  own  rails,  but  on 
the  rails  of  its  connections.  When  demurrage  bills  were  ren- 
dered, they  included  the  time  used  by  the  railroad  companies 
in  getting  the  cars  from  the  points  of  constructive  to  the  points 
of  actual  placement.  The  North  Western  revised  its  statements 
of  account,  and  refunded  to  the  Kirk  the  amounts  collected  for 
the  time  used  by  the  carriers  in  getting  the  cars  from  the  hold 
points  to  the  Kirk  track. 

It  was  contended  by  the  complainant  that  the  charges  were 
without  warrant  in  law  (1)  because  assessed  by  the  defendant 
under  its  tariffs  although  the  cars  were  held  on  the  tracks  of 
other  carriers  (2)  because  the  cars  were  held  short  of  billed 
destination;  (3)  because  no  notice  of  the  embargoes  was  given 
by  the  defendant  to  shippers  prior  to  acceptance  of  freight  for 
transportation. 

At  the  hearing  the  defendant's  witnesses  testified  that  the 
rule  under  which  constructive  placement  is  made  on  the  rails 
of  a  connecting  carrier  was  adopted  because  shippers  objected 
to  the  demurrage  rules  of  many  of  the  carriers  which  authorized 
the  line-haul  carrier  to  notify  the  consignee  and  to  assess  de- 
murrage in  instances  in  which  the  switching  line  refused  to  re- 
ceive cars  on  the  ground  that  the  consignee  was  unable  to  re- 
ceive the  car  or  cars.  That  system  caused  friction  because  ship- 
pers often  contended  that  the  refusal  of  the  switching  line  to 
receive  cars  was  unwarranted  by  the  condition  of  the  consignee's 
tracks.  The  line-haul  carrier,  not  having  the  information,  could 
not  combat  these  claims.  The  shippers  also  objected  because 
the  rule  made  it  impossible  for  them  to  operate  under  the  aver- 
age agreement.  Therefore,  in  1911  the  carriers  adopted  the  rule 
under  which  the  North  Western  notified  its  connections  as  to 
the  condition  of  the  Kirk  track  and  caused  them  to  give  con- 
structive placement  of  the  cars  on  their  rails  rather  than  on 
its  own  rails,  which,  serving  a  congested  district  in  Chicago, 
would  soon  be  blocked  were  such  notices  not  served  on  the  con- 
nections of  the  North  Western. 

These  notices  the  complainant  referred  to  as  embargoes.  It 
contended  that  inasmuch  as  the  North  Western  had  not  given 
notice  of  embargo  in  advance  of  the  offering  of  the  cars  in  trans- 
portation, it  could  not  impose  demurrage  because  it  had  assumed 
responsibility  for  any  car  detention  that  might  take  place,  and 
that  detention  arose  through  carrier  error  for  which  it  could  not 
assess  demurrage. 

In  the  light  of  the  facts  the  Commission  said  that  that  con- 
tention was  not  tenable.  In  summing  up  the  case  the  Commission 
said: 

"It  is  to  be  observed  that  complainant  operates  under  the 
average  agreement  and  does  not  ask  for  a  restoration  of  the  rule 
formerly  applicable;  that  similar  operating  restrictions  have 
been  employed  by  defendant  for  years;  and  that  defendant 
derives  no  pecuniary  advantage  therefrom  or  from  the  provision 
of  the  demurrage  rule  which,  in  effect,  fixes  the  hold  point  during 
the  consignee's  disability  as  the  rails  of  the  line-haul  carrier. 
The  detention  in  question  was  caused  primarily  by  the  con- 
signee's inability  to  receive  the  cars  and  not  by  any  fault  of  the 
carrier.  It  does  not  appear  that  the  cars  were  delivered  to  the 
complainant  in  less  numbers  than  it  was  able  to  receive  or  that 
the  demurrage  charges  would  have  been  less  if  the  cars  had  been 
held  on  defendant's  rails.  From  these  and  other  facts  of  record 
it  is  clear  that  these  charges  may  not  be  condemned  because  the 
cars  were  not  held  on  defendant's  tracks  adjacent  to  complain- 
ant's plant;  that  the  objection  in  so  far  as  it  grows  out  of  the 
fact  that  the  cars  were  held  on  the  rails  of  carriers  not  con- 
curring in  defendant's  tariff  is  entirely  technical  and  does  not 
pertain  to  the  present  tariff;  and  that  no  sufficient  reasons  are 
shown  for  condemning  defendant's  practices  herein  complained 
of." 


RATE  ON  JUTE  AND  JUTE  BUTTS 

An  award  of  reparation  has  been  made  in  No.  11280,  Ludlow 
Manufacturing  Associates  vs.  Boston  &  Albany,  Director-General 
et  al.,  opinion  No.  6665.  60  I.  C.  C.  441-2,  on  account  of  an  unrea- 
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sonable  rate  on  jute  and  jute  butts  from  East  Boston,  Mass.,  to 
Ludlow  Junction,  Mass.,  on  shipments  moving  in  July  and  Au- 
gust, 1918.  When  the  import  rates  were  cancelled,  in  June,  1918, 
in  compliance  with  General  Order  No.  28,  a  class  rate  of  15.5 
cents  became  operative.  On  October  29,  1918,  a  commodity  rate 
of  7.5  cents  was  established  on  jute  butts  and  on  December  12 
of  that  year  a  rate  of  10  cents  was  made  operative  on  jute.  At 
the  hearing  the  carriers  admitted  that  any  rate  in  excess  of  10 
cents  was  unreasonable.  The  Commission  held  in  accordance 
with  their  admission  against  interest  and  reparation  is  to  be 
made  down  to  that  basis. 


RATE   ON   COTTONSEED  OIL 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11257,  Procter  &  Gamble  Manufacturing 
Co.  vs.  Seaboard  Air  Line  et  al.,  opinion  No.  6667,  60  I.  C.  C. 
447-8.  The  Commission  condemned  as  unreasonable  a  rate  of 
67.5  cents  on  a  tank  car  load  of  crude  cottonseed  oil  shipped 
January  18,  1919,  from  Carlisle,  S.  C.,  to  Port  Ivory,  N.  Y.,  be- 
cause and  to  the  extent  that  it  exceeded  a  subsequently  estab- 
lished rate  of  39.5  cents.  In  connection  with  the  complaint, 
hearing  was  had  on  fourth  section  application  No.  1573,  filed 
by  the  Seaboard,  asking  for  authority  to  disregard  the  fourth 
section  on  shipments  from  Clinton,  S.  C.,  to  Port  Ivory.  No 
evidence  was  submitted  in  defense  of  that  and  relief  was  denied 
in  fourth  section  order  No.  8767  as  of  June  1. 


COAL   CASE    DISMISSED 

The  Commission  has  dismissed  No.  11347,  Southern  Fuel 
Co.  vs.  Bauxite  &  Northern,  Director-General,  et  al.,  opinion  No. 
6672,  60  I.  C.  C.  457-8,  holding  that  the  applicable  rate  on  chest- 
nut coal  from  Brewer,  Okla.,  to  Bauxite,  Ark.,  was  not  unreason- 
able or  otherwise  unlawful  during  January  and  February,  1919, 
the  months  during  which  the  shipments  in  question  were  moved. 


RATE  ON  COPRA 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  10941,  Texas  Cotton  Seed  Crushers'  Asso- 
ciation et  al.  vs.  Northern  Pacific  et  al.,  opinion  No.  6674,  60 
I.  C.  C.  465-6,  the  condemnation  falling  on  a  rate  of  $1.125  on 
copra  from  Tacoma,  Wash.,  to  Dallas,  Tex.,  the  shipments  in  this 
case,  twenty-three  carloads,  having  been  made  between  July  6 
and  August  26,  1918,  both  inclusive.  The  rate  of  $1.125  was  found 
unreasonable  because  and  to  the  extent  that  it  exceeded  the  85- 
cent  rate  established  September  16,  1918.  The  decision  was 
based  on  Procter  &  Gamble  vs.  Director-General,  57  I.  C.  C.  465. 


MEATS  TO  OKLAHOMA  POINTS 

Hearings  in  No.  12067,  Wilson  &  Co.,  Inc.,  vs.  A.  T.  &  S. 
F.  et  al.,  and  12068,  Wilson  &  Co.,  Inc.,  of  Oklahoma  et  al.  vs. 
C.  B.  &  Q.  et  al.,  which  were  to  have  been  held  before  Examiner 
Mackley  in  Chicago,  March  7,  were  carried  over  until  March  9, 
to  be  heard  jointly  with  No.  12127,  Swift  &  Co.  vs.  S.  L.-S  F. 
et  al. 

The  hearing  was  held  before  Examiners  Mackley  and  de  Que- 
vedo  in  Chicago.  The  complaints  in  these  three  cases  are  identical 
in  that  they  attack  the  present  commodity  rates  on  fresh  meats 
and  packing  house  products  between  certain  points  in  Western 
Trunk  Line  territory.  In  the  Swift  case  and  the  first  Wilson 
case  it  is  alleged  that  the  present  rate  of  77%  cents  on  fresh 
meats  and  39  cents  on  packing-house  products,  products  from 
Kansas  City,  Kan.,  to  Tulsa,  Okla.,  are  unjust  and  unreasonable, 
and  just  and  reasonable  rates  for  the  future  and  reparation  are 
asked.  In  the  Swift  case  $25,000,  and  in  the  Wilson  case  $10,000 
is  asked.  The  other  Wilson  case,  No.  12068,  attacks  the  rate 
from  Nebraska  City,  Neb.,  to  Oklahoma  City,  Okla.,  and  asks  a 
reasonable  rate  and  reparation  of  $700. 

Counsel  for  Wilson  &  Co.  used  only  one  witness  for  both 
cases — R.  R.  Hargis,  assistant  traffic  manager  for  Wilson  &  Co. 
He  testified  as  to  the  unreasonableness  of  the  Nebraska  City- 
Oklahoma  City  rate,  saying  that  on  shipments  of  fresh  meats 
to  Oklahoma  City  the  rate  paid,  on  shipments  moving  in  Febru- 
ary, 1919,  on  which  reparation  was  asked,  was  the  full  third 
class  rate  of  $1.11%.  The  rate  asked  was  63  cents  at  the  time 
the  shipments  moved,  increased  since  to  85  cents.  The  Kansas 
City-Oklahoma  City  rate,  42  cents  at  the  time  and  71  cents  now, 
was  based  on  the  rates  prescribed  by  the  Commission  in  22  I.  C. 
1-160,  the  so  called  1716  scale,  the  witness  said.  He  pointed  out 
that  the  shipments  from  Nebraska  City  were  routed  through 
Kansas  City  and  that,  if  anything,  the  transportation  conditions 
north  and  west  of  Kansas  City  are  more  favorable  than  those 
toward  Oklahoma  City. 

In   testifying  regarding  No.   12067,   Mr.  Hargis  pointed  out 
that  the  rates  from  Kansas  City  to  Tulsa  were  even  more  unjust 
since  the  rates  through  to  Oklahoma  City  are  at  present  based 
on  the  1716  scale.     Ross  D.  Rynder,  attorney  for  Swift  &  Co 
•ely  strengthened  this  testimony  by  repetition  through  G    F 
™  transportation  department  of  Swift  &  Co 

ie  carriers,  represented  by  A.  B.  Enoch  and  M.  G.  Roberts 
the  position  that  if  the  Commission  has  judged  it  reason- 


able to  apply  the  1716  scale  to  shipments  between  the  points  in- 
volved, it  would  have  included  them  in  the  original  opinion  or 
in  one  of  those  subsequent  to  it  in  which  the  scale  was  extended. 
J.  C.  Gutsch,  assistant  general  freight  agent  of  the  Rock  Is- 
land, and  R.  C.  Trovillion,  holding  a  similar  position  for  the 
M.  K.  &  T.,  testified  as  to  the  reasonableness  of  the  present  rate, 
stating  that  the  commodity  rates  in  question  amounted  to  only 
58  per  cent  of  the  regular  third  class  rate.  The  special  service 
in  the  way  of  equipment  and  expedition,  and  the  advantage  of  the 
present  mixed  car  rules  on  fresh  meat  and  packing-house 
products  were  also  brought  out  as  arguments  against  a  reduction. , 
Brief  date  was  set  for  April  8. 


A.  &  V.  NOTES  AND  BONDS 

The  Alabama  &  Vicksburg  has  been  authorized  by  the  Com- 
mission to  issue  under  date  of  April  1,  1921,  6  per  cent  promis- 
sory notes  for  the  aggregate  face  amount  of  $542,900,  payable 
five  years  after  date  to  the  order  of  G.  T.  Bonner,  trustee,  in 
payment  of  a  like  amount  of  first  mortgage  bonds  maturing  April 
1,  1921;  to  issue  $2,423,000  of  6  per  cent  first  mortgage  bonds, 
maturing  April  1,  1951,  and  to  pledge  $543,000  of  the  bonds  for 
the  $542,900  of  promissory  notes,  and  to  pledge  the  remainder 
of  the  bonds,  $1,880,000,  as  security  for  two  loans  from  the  United 
States,  aggregating  $1,564,000. 

"The  secured  debt  of  the  applicant,"  the  Commission  said, 
"amounting  to  $1,936,000,  consists  of  $940,000  of  its  Vicksburg  & 
Meridian  first  mortgage  six  per  cent  bonds,  $580,800  of  its  con- 
solidated first  mortgage  five  per  cent  bonds,  and  $416,100  of  its 
second  mortgage  five  per  cent  bonds.  These  bonds  mature  April 
1,  1921.  To  assist  the  applicant  in  meeting  these  obligations  we 
have  approved  the  making  of  a  loan  to  the  applicant  by  the 
United  States  in  the  sum  of  $1,394,000.  Holders  of  bonds  to  the 
amount  of  the  balance,  that  is,  $542,900,  have  agreed  to  surren- 
der their  bonds  in  -exchange,  on  the  basis  of  dollar  for  dollar  of 
face  value,  for  promissory  notes  to  be  made  payable  to  the  order 
of  G.  T.  Bonner,  trustee,  for  their  benefit.  We  have  also  approved 
the  making  of  a  loan  in  the  sum  of  $170,000  to  assist  the  appli- 
cant in  procuring  certain  additional  locomotives." 


C.  C.  C.  &  ST.  L.  NOTES 

The  Cleveland,  Cincinnati,  Chicago  &  St.  Louis  has  applied 
to  the  Commission  for  authority  to  issue  its  six  months'  6  per 
cent  promissory  note  not  to  exceed  $2,500,000,  and  to  make  not 
exceeding  30,547,500  francs  of  its  4  per  cent  twenty-year  Euro- 
pean loan  of  1910  bonds,  to  be  pledged  as  collateral  security  for 
the  promissory  note,  payable,  principal  and  interest,  at  its  office 
in  the  city  of  New  York  in  gold  coin  at  the  rate  of  $1  for  5.1813 
francs. 

The  promissory  note  of  $2,500,000  will  be  for  renewal  of  a 
note  of  like  amount  representing  loans  from  J.  P.  Morgan  &  Co., 
for  the  purchase  of  part  of  the  European  loan  bonds.  The  bonds 
purchased  were  held  by  the  banking  house  as  security  for  the 
loans.  As  a  part  of  the  arrangement  for  the  purchase  of  the 
bonds,  the  applicant  states,  it  was  agreed  with  J.  P.  Morgan  & 
Co.  as  to  bonds  purchased  with  the  proceeds  of  the  loans  that 
upon  presentation  of  such  bonds  to  the  railroad  company,  at 
any  time  before  the  payment  of  the  notes  the  proceeds  from 
which  were  applied  on  the  purchase  of  the  bonds,  that  the  bonds 
so  brought  should  be  made  payable  in  dollars  at  the  rate  of  $1 
for  5.1813  francs  in  New  York  instead  of  at  places  in  Europe  as 
designated  in  the  bonds.  The  applicant  therefore  asks  for  per- 
mission to  put  into  effect  the  terms  of  the  agreement  referred  to. 


N.  P.  AND  G.  N.  BONDS 

The  Traffic  World  Washington  Bureau 

Iii  an  effort  to  find  a  method  whereby  the  Northern  Pacific 
and  the  Great  Northern  might  make  arrangements  for  taking 
care  of  their  joint  issue  of  $215,000,000  of  bonds  coming  due  in 
July,  in  accordance  with  the  Commission's  decision  in  the  so: 
called  Burlington  stock  and  bond  dividend  case,  the  executive 
and  law  officers  of  the  two  companies  holding  97.5  per  cent  of 
the  Burlington  stock,  with  bankers  as  advisers,  held  long  con- 
ferences with  members  of  the  Commission  March  9  and  the  fol- 
lowing day.  Among  those  participating  in  the  conferences  were 
Louis  W.  Hill,  chairman,  Ralph  Budd,  president,  and  E.  C.  Lind- 
ley,  general  counsel,  of  the  Great  Northern,  and  Charles  Don- 
nelly, president,  and  C.  W.  Bunn,  general  counsel  for  the  North- 
ern Pacific. 

The  marked  division  of  opinion  in  the  Commission,  shown  by 
the  concurring  and  dissenting  opinions  filed  in  its  report,  mani- 
fested itself  in  the  discussion  in  which  the  officers  and  commis- 
sioners engaged.  The.  whole  of  March  9  was  spent  in  an  ex- 
change of  views  on  the  subject,  without  the  submission  by  either 
side  of  a  definite  plan.  It  was  said  that  at  the  end  of  the  con- 
ference no  agreement  was  in  sight.  That  was  the  condition  of 
the  matter  when  the  conferences  were  resumed  the  next  day. 

The  greatest  traffic  library  and  the  most  complete 
tariff  file  in  the  world  are  available  for  use  in  serving 
subscribers  to  THE  DAILY  TRAFFIC  WORLD. 
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Tentative  Reports  of  the  Commission 


DIVERSION   AND   RECONSIGNMENT 

A  long  tentative  report  in  I.  ft  S.  Nos.  1250  and  1276,  diver- 
sion ;ind  reconsignment  rules,  regulations,  and  charges,  has 
II.'.MI  submitted  to  the  Commission  by  Examiner  H.  C.  Wilson. 
He  recommended  a  holding  that  the  proposed  rules  and  charges 
'lif  found  not  justified  and  that  respondents  be  required  to  es- 
tablish the  uniform  rules  herein  set  forth."  It  condemns  the 
.schedules  of  southern  carriers  as  destroying  uniformity. 

This  report  is  in  the  nature  of  an  addition  to  the  reconsign- 
iiu  nt  case  in  58  I.  C.  C.  568,  which  in  turn  was  an  outgrowth 
01  the  big  reconsignment  case,  47  I.  C.  C.  590.  In  58  I.  C.  C. 
the  Commission  approved,  except  as  stated  therein,  uniform 
rules  and  charges  governing  the  reconsignment  of  fruits  and 
vegetables  Among  the  rules  was  one  governing  the  reconsign- 
ment of  back-haul  shipments  and  another  pertaining  to  ship- 
ments held  on  order-notify  billing,  or  placed  for  inspection.  It 
applied  on  other  commodities  as  well  as  on  fruits  and  vegetables. 
All  the  rules  approved  in  58  I.  C.  C.  568  were  additions  to  those 
which  had  theretofore  been  approved  in  the  big  case  (47  I.  C.  C. 
590),  for  general  application  on  all  commodities  other  than  fruits 
and  vegetables  and  grain  and  hay.  In  his  report,  Wilson  treated 
i  he  rules  contained  in  the  big  reconsignment  case  as  the  gen- 
eral rules. 

In  the  suspended  schedules,  filed  to  take  effect  on  various 
dates  in  December,  1920  and  January  of  this  year,  the  carriers 
filed  rules  purporting  to  be  responsive  to  the  Commission's  find- 
ings in  58  I.  C.  C.  568,  including  charges  for  the  services  in- 
creased as  authorized  in  Ex  Parte  No.  74. 

In  response  to  a  large  number  of  protests  which  were  to 
the  general  effect  that  the  proposed  rules  were  not  uniform  and 
contained  indefinite  and  conflicting  provisions;  that  certain  of 
them  were  contrary  to  the  Commission's  findings  in  the  cases 
hereinbefore  mentioned;  that  certain  others  would  be  unreason- 
able, disrupt  long  established  practices,  and  inflict  great  loss 
and  inconvenience  on  shippers,  the  Commission  suspended  these 
schedules  and  58  I.  C.  C.  568  was  re-opened  to  make  the  record 
in  that  case  available  in  this  proceeding. 

At  the  outset,  the  carriers  announced  that  they  would  not 
undertake  to  justify  rules  not  in  accordance  with  the  prior  de- 
cision; that  they  would  consent  to  modification  which  tended  to 
reconcile  conflicting  provisions,  or  to  remove  uncertainty  as  to 
the  interpretation  and  application  of  any  rule.  With  those  ex- 
ceptions they  said  they  would  rest  their  justification  or'  the 
.submitted  rules  on  the  record  made  in  58  I.  C.  C.  568. 

Representatives  of  the  fruit  and  vegetable  producers  and  ship- 
pers, chiefly  those  of  California  and  Florida,  offered  consider- 
able testimony  to  certain  rules,  particularly  the  back-haul  rule 
and  the  one  limiting  the  number  of  reconsignments  at  the 
through  rate.  Evidence  was  also  offered  in  behalf  of  wholesale 

ers,  manufacturers  of  cotton,  grain  dealers,  and  others  re- 
specting the  application  of  the  rules  and  charges  to  order-notify 
shipments  held  for  surrender  of  the  bill  of  lading,  and  the  ship- 
ments placed  for  inspection.  According  to  Examiner  Wilson, 
beyond  showing  important  changes  in  transportation  and  com- 
mercial conditions,  the  record  in  this  case  is  largely  cumula- 
tive of  that  in  58  I.  C.  C.  568. 

In  commenting  on  the  commercial  and  transportation 
changes  since  September,  1918,  when  the  record  in  58  I.  C.  C.  was 
made,  the  examiner  said  that  a  declining  volume  of  business 
coupled  with  increased  facilities  and  operating  efficiency  has  con- 
verted an  acute  shortage  of  equipment  into  a  surplus,  and  the 
protests  of  carriers  against  increased  traffic  into  earnest  appeals 
for  more  business.  This  changed  situation,  the  examiner  said, 
was  reflected  in  the  attitude  of  the  parties.  Shippers,  he  said, 
view  with  concern  changes  in  rates  or  rules  which  would  add 
to  marketing  costs  and  carriers  were  inclined  to  weigh  with 
greater  care  the  probable  effect  of  proposed  changes. 

Wilson  took  up,  seriatim,  everything  that  was  questioned, 
in  dispute,  or  positively  opposed  either  as  being  unreasonable 
in  and  of  itself,  or  in  violation  of  the  suggestions  of  the  Com- 
mission in  prior  cases.  He  first  dealt  with  definition  and  ex- 
ceptions and  incorporated  in  his  report  the  exceptions  agreed  on 
by  the  carriers  and  shippers.  Most  of  what  he  said  under  the 
heading  of  "definition  and  exceptions"  was  a  mere  recital  of  the 
fact  that  there  was  discussion  and  it  was  agreed  that  certain 
indicated  modifications  should  be  made.  The  same  is  true  with 
respect  to  the  rules  governing  conditions.  The  addition  to  Rule 
1  that  each  diversion  or  reconsignment,  wherever  accomplished, 
will  be  counted  against  the  shipment,  he  said,  was  not  objected 
to  by  the  protestants.  As  to  rules  2,  3,  4  and  5,  he  made  a 
statement  of  fact  to  which  he  added  that  since  Rule  7  as 
amended  does  not  limit  the  number  of  reconsignments,  Rule  6 
would  be  a  nullity  and  Its  elimination  was  proposed.  In  that 
way  Mr.  Wilson  went  through  all  the  changes  proposed  as  a 
result  of  the  conferences  and  hearings,  leaving  for  the  last  the 


points  upon  which  there  was  no  agreement  for  definite  recom- 
mendation as  to  what  the  Commission  should  do. 

In  his  conclusion,  Examiner  Wilson  xald  that  proposed  Rule 
7  would  defeat  the  main  object,  which  wan  that  of  bringing  about 
uniformity.  He  said  there  was  no  warrant  In  the  record  for 
concluding  that  differences  in  conditions  justified  such  widely 
different  rules  in  each  of  the  three  classification  territories. 

"True,  the  fruit  and  vegetable  industry  in  the  southern  and 
western  territories  has  grown  up  under  the  practice  of  unlimited 
free  reconsig'nments,"  said  he,  "and  at  present  seems  to  be  in 
a  precarious  condition;  but  it  is  not  shown  that  the  applica- 
tion, in  southern  territory  of  reconsignment  rules,  based  upon 
correct  principles  of  rate  making  and  which  provide  no  more 
than  a  just  and  reasonable  charge  for  the  service,  would  seri- 
ously impair  the  prosperity  of  the  Industry,  or  affect  it  more 
adversely  than  in  other  territories  where  a  charge  for  recon- 
signment is  proposed  without  protest  from  the  interests  affected 
by  it. 

"Free  reconsignment  is  indefensible  when  and  to  the  extent 
it  disregards  the  equitable  principle  that  a  special  service  which  * 
is  not  included  among  the  elements  of  transportation  embraced 
in  the  rate,  should  be  required  by  a  reasonable  additional  charge. 
The  Commission  found  in  Reconsignment  and  Diversion  Ruled 
that  even  though  some  reconsignment  service  may  have  been  In- 
cluded ab  initio  in  the  line  haul  rates,  an  extension  of  the  practice 
to  its  present  proportions  was  not  contemplated.  The  exceptions 
to  the  definition  of  reconsignment  applying  in  connection  with 
fruits  and  vegetables  would  permit  many  changes  to  be  made 
without  charge,  which  would  be  counted  as  reconsignments  and 
charged  for  under  the  general  rule.  By  making  these  excep- 
tions and  allowing  an  unlimited  number  of  reconsignments  at 
the  through  rate  plus  reconsignment  charges,  carriers  would  ap- 
parently give  all  due  consideration  to  the  claim  that  some  re- 
consignment  service  is  included  in  the  rate  and  also  extend  to 
the  fruit  and  vegetable  traffic  as  great  a  preference  over  other 
commodities  in  that  respect  as  the  differences  in  the  circum- 
stances and  conditions  would  warrant  them  in  doing." 

The  examiner  said  the  Commission  should  not  approve  the 
proposal  of  carriers  in  southern  territory  to  maintain  the  prac- 
tice of  unlimited  free  reconsignment.  He  said  it  should  find 
that  the  new  or  changed  rules  and  charges  governing  recon- 
signment of  fruits  and  vegetables  had  not  been  justified  In 
so  far  as  they  differ  from  those  set  forth  by  him  in  appendix  A. 
and  that  the  rules  and  charges  set  forth  in  that  appendix  would 
be  just  and  reasonable,  and  should  be  established  by  the  carriers 
except  that  they  should  be  permitted,  if  they  so  desired,  to  de- 
part from  rule  6  to  the  extent  of 'allowing  a  free  first  reconsign- 
ment en  route  or  within  24  hours  after  arrival  of  a  shipment  at 
the  original  billed  destination;  to  make  an  exception  as  to 
banana  shipments  from  the  ports  such  as  was  proposed  by  the 
Illinois  Central,  and  to  establish  substantially  the  following  rule 
in  connection  with  shipments  of  fruits  and  vegetables  stopped 
for  official  inspection: 

When  shipments  are  stopped  for  official  inspection  as  required  by 
national  or  state  laws  or  by  quarantine  regulations  no  charge  will 
be  made  for  such  stoppage  or  for  the  execution  of  disposition  or  for- 
warding orders  incident  thereto,  If  such  orders  are  received  within 
tweniy-four  hours  after  shipments  have  been  placed  for  inspection. 
If  such  order  Is  received  after  the  expiration  of  said  free  time  a 
charge  of  J6.BO  per  car  will  be  made  for  the  services  hereinbefore 
enumerated. 

As  explained  by  Examiner  Wilson,  the  rules  set  forth  by  him 
in  the  appendix  in  so  far  as  they  differ  from  those  approved  by 
the  Commission  in  the  reconsignment  and  diversion  rules  case, 
are  in  large  part  the  same  as  those  proposed  by  carriers  in 
official  and  western  territories  modified  in  accordance  with  the 
views  expressed  by  the  examiner  as  to  how  the  southern  carriers 
should  be  permitted  to  modify  them.  The  charges  for  the  first 
five  reconsignments  are  those  approved  in  that  case,  plus  Ex 
Parte  74  percentages,  disregarding  fractional  amounts  of  less 
than  25  cents.  The  higher  charge  .for  each  subsequent  recon- 
signment, he  said,  was  in  the  nature  of  a  penalty  and  was  in- 
tended to  check  abuse  of  the  right  of  reconsignment  but  not 
to  prevent  legitimate  exercise  of  It. 

In  the  interest  of  uniformity  and  to  obviate  complication 
at  border  points,  the  examiner  said,  the  reconsignment  charges 
as  well  as  the  rules  should  be  the  same.  He  said  that  the  Com- 
mission should  further  flnd: 

1.  That  the  condition  published  in  certain  of  the  schedules 
under    suspension    prohibiting    reconsignment    of    commodities 
other  than  perishable  freight,  coal,  coke  or  fuel  oil,  to  a  station 
or  to  a  point  of  delivery  against  which  an  embargo  was  in  force 
when  the  shipment  left  the  point  of  origin,  but  not  when  the  re- 
consignment  order  is  received,  has  not  been  justified. 

2.  That  rule  2  (the  back-haul  rule)  as  applied  to  the  trans- 
portation of  commodities  other  than  those  named  in  said  appendix 
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A  has  not  been  justified  in  so  far  as  it  fails  to  provide  that  if  a  car 
has  been  placed  for  unloading  on  a  public  delivery  track,  but  has 
not  been  unloaded  or  accepted  by  consignee  or  owner,  it  will  be 
subject  to  the  rules  and  charges  governing  the  reconsignment 
of  such  shipments  before  placement. 

3.  That  Rule  10  (the  order-notify  rule)  in  so  far  as  it  applies 
to  the  transportation  of  commodities  other  than  those  named  in 
said  appendix  A  (fruits  and  vegetables),  and  fails  to  conform 
to  Rule  9  therein  set  forth,  has  not  been  justified. 

Appendix  A,  prepared  by  Examiner  Wilson,  is  a  complete 
set  of  rules  governing  the  reconsignment  and  diversion  of  fruits 
and  vegetables,  substantially  the  same  as  the  rules  and  regula- 
tions proposed  by  western  and  official  classification  carriers 
modified  in  accordance  with  the  views  hereinbefore  set  forth. 
The  effect  of  the  adoption  of  the  examiner's  report  would  be  to 
condemn  the  policy  which  the  southern  carriers  proposed  estab- 
lishing as  being  too  liberal  to  the  shippers  and  destructive  of 
that  uniformity  in  rules,  regulations  and  charges  which  the  Com- 
mission has  been  trying  to  establish. 

In  the  interest  of  uniformity,  examiner  Wilson  said,  it  would 
be  desirable  for  respondents  to  publish  their  reconsignment  rules 
in  a  single  tariff  issued  by  a  joint  agent  designated  for  that  pur- 
pose, as  if  the  railroads  were  under  unified  control  as  they  were 
during  government  operation,  just  the  same  as  is  done  with 
the  demurrage  rules. 


RATING  OF  GAS  MASKS 

Double  first  class  on  damaged  gas  masks,  in  the  estimation 
of  Examiner  John  H.  Howell,  causes  the  application  of  unreason- 
able charges.  Therefore,  in  a  tentative  report  on  No.  11896, 
Houston  Chamber  of  Commerce  et  al.  vs.  Houston  &  Texas 
Central,  Director-General  et  al.,  he  has  recommended  a  finding 
to  that  effect  and  an  award  of  reparation  amounting  to  some- 
thing more  than  $500  on  a  shipment  of  damaged  masks,  from 
Camp  Logan,  Tex.,  to  Chicago.  The  shipment  was  made  in  April, 
1919. 

Originally  the  masks  were  valued  at  about  $5  each.  The 
masks  in  question,  with  punctures  in  the  rubberized  tubing, 
were  sold  to  a  department  store  in  Houston  for  20  cents  each. 
That  store  re-sold  them  to  a  store  in  Chicago  for  25  cents  each 
and  the  last  mentioned  sold  them  as  souvenirs  at  98  cents  each. 
It  was  understood  between  vendor  and  vendee  that  the  first  class 
rate  would  be  applied  and  that  if  the  rate  was  higher  than  that 
that  the  vendor  should  stand  the  extra  expense. 

Double  first  class  was  assessed  on  the  theory  that  the  masks 
were  analogous  to  oxygen  life  saving  apparatus.  Howell  said 
they  were  nothing  of  the  kind.  He  said  a  gas  mask  was  a 
simple  thing,  composed  of  a  tin  can,  filled  with  layers  of  carbon 
and  chemical  salts,  perforated  at  the  bottom,  with  a  rubberized 
tube  attached  to  a  cover  of  the  same  material  for  the  face,  and 
a  rubber  mouthpiece  to  enable  the  wearer  to  draw  air  through 
the  can  and  its  layers  of  carbon  and  salts.  The  tubes  were  per- 
forated, making  the  masks  of  ho  value,  so  the  army  sold  them 
and  thus  they  became  souvenirs  of  the  world  war. 

On  the  application  of  the  government  the  railroads  have 
published  a  first  class  rating  on  gas  masks  which  will  become 
effective  on  March  21.  The  railroads  contended  that  there  should 
be  no  distinction  between  new  and  damaged  gas  masks.  Howell, 
while  not  subscribing  to  that,  recommended  a  finding  that  the 
double  first  class  rate  imposed  was  unreasonable  to  the  extent 
that  it  exceeded  the  first  class  rate  of  $2.09  and  that  reparation 
should  be  made  to  that  basis. 


SWITCHING  LIMITS 

In  the  absence  of  a  definition  of  switching  limits,  the  tariff 
of  a  carrier  offering  to  take  freight  to  a  particular  city  means 
that  the  carrier  will  deliver  to  any  point  within  the  limits  of  that 
city  where  it  may  have  a  track.  That  is  the  substance  of  a  hold- 
ing recommended  to  the  Commission  by  Examiner  Charles  R. 
Seal  in  a  report  on  No.  11964,  The  P.  Koenig  Coal  Co.  vs.  Hocking 
Valley  et  al.  The  recommendation  also  covers  four  subsidiary 
complaints  made  by  the  same  company  against  other  carriers. 

Seal  specifically  recommended  a  holding  that  the  rates  on 
shipments  of  coal  from  mines  in  Ohio,  Kentucky,  West  Virginia 
and  Pennsylvania  to  the  complainant's  Seven  Mile  Road  yard, 
within  the  city  limits  of  Detroit,  were  illegal  and  that  reparation 
should  be  awarded. 

The  Koenig  company  claimed  that  in  the  absence  of  a  defi- 
nition of  the  switching  limits  so  as  to  exclude  its  yard  at  Seven 
Mile  Road,  within  the  limits  of  Detroit,  the  rates  on  coal  to  De- 
troit proper  apply  to  it.  The  yard  is  on  the  Grand  Haven  division 
of  the  Grand  Trunk  system. 

By  supplement  to  the  current  switching  tariff,  effective  De- 
cember 10,  1920,  the  switching  limits  of  Detroit  were  definitely 
defined  so  that  they  now  include  the  yard  of  the  complainant,  so 
the  sole  question  was  one  of  reparation. 

On  the  theory  that  the  Detroit  yards  did  not  extend  beyond 
the  Detroit  Terminal  Crossing,  the  complainant  was  required  to 
pay  the  rates  applicable  to  Royal  Oak,  two  miles  beyond  the  lim- 
its of  Detroit.  Prior  to  February  29,  1920,  the  tariffs  named  the 
industries  to  which  deliveries  would  be  made.  On  that  day  the 


list  of  industries  was  omitted,  leaving  the  tariff  offering  to  be 
delivery  in  Detroit. 

The  carriers  submitted  correspondence  between  themselves 
and  the  coal  company  to  show  that  the  latter  knew  that  its  yard 
was  not  within  the  Detroit  switching  limit.  The  company  said 
that  the  correspondence  followed  conversations  in  which  the 
Grand  Trunk  contended  that  the  yard  was  outside  the  city  and 
the  application  to  have  the  switching  limits  extended  to  the 
Seven  Mile  Road  yard  was  made  in  view  of  the  contention  that  it 
was  not. 

Examiner  Seal  said  the  conversations,  correspondence  and 
understandings  were  immaterial,  because  the  language  of  the 
tariff  was  controlling  regardless  of  whether  the  Grand  Trunk, 
the  delivering  line,  intended  or  did  not  intend  to  extend  the 
switching  limits  beyond  the  Detroit  Terminal  Crossing.  He  said 
that  the  logical  interpretation  or  construction  was  that  the  tariff 
offered  delivery  anywhere  on  the  lines  of  the  carrier  within  the 
city  limits  of  Detroit.  Therefore  the  imposition  of  the  Royal 
Oak  rates  was  illegal.  The  shipments  in  question  were  made  in 
the  latter  part  of  1920,  after  the  establishment  of  the  Seven 
Mile  Road  yard  by  the  coal  company. 


RATE  ON  CHROME  ORE 

Examiner  Richard  T.  Eddy  has  recommended  the  dismissal  of 
No.  11853,  C.  S.  Maltby  vs.  Director-General,  Sumpter  Valley  et  al. 
The  question  was  as  to  whether  five  carloads  of  chrome  ore 
shipped  from  Baker,  Ore.,  to  South  Chicago  were  entitled  to  the 
rate  applicable  on  iron  ore.  Eddy  came  to  the  conclusion  that 
chrome  ore,  while  it  contains  iron  (in  this  ease  16  per  cent),  is 
not  what  is  commercially  known  as  iron  ore  and,  therefore,  is 
not  entitled  to  the  lower  rates  on  that  kind  of  ore. 

In  accordance  with  General  Order  No.  28,  the  Oregon-Wash- 
ington filed  rates  on  iron  ore  increased  by  30  cents  per  ton,  and 
rates  on  other  kinds  of  ore  and  concentrates  increased  twenty- 
live  per  cent  over  the  rates  in  effect  June  24.  The  shipments  were 
billed  as  chrome  ore  or  bulk  chrome  ore.  In  support  of  the  con- 
tention that  chrome  ore  is  an  iron  ore  the  complainant  sub- 
mitted a  report  on  "chrome  iron  ore"  production  issued  by  the 
United  States  Geological  Survey.  Eddy,  however,  listened  to  the 
definitions  by  witnesses  who  made  no  particular  claim  to  being 
experts,  who  said  the  chief  uses  of  chrome  ore  were  for  harden- 
ing, for  making  tool  steel,  and  for  the  reduction  of  refractory 
substances,  and  not  for  the  making  of  commercial  pig  iron. 


FEDERAL  CONTROL  RATE  IN  EFFECT 

In  a  report  to  the  Commission  on  No.  11390,  C.  S.  Maltby  vs. 
Sumpter  Valley,  Director-General,  et  al.,  Examiner  Henry  C. 
Keene  has  recommended  that  the  Commission  hold  that  a  rate 
of  17.5  eents  on  chrome  ore,  from  Prairie  to  Baker,  Ore.,  effective 
since  June  25,  was  not  and  is  not  unreasonable  or  otherwise  un- 
lawful. 

The  contention  was  made  by  the  complainant  that  the  re- 
linquishment  of  the  Sumpter  Valley,  a  narrow-gauge  road  in 
Oregon,  from  federal  control  had  the  effect  of  restoring  the 
rates  in  effect  prior  to  General  Order  No.  28.  The  rate  prior 
to  that  date  was  14  cents.  The  complainant  averred  that  the 
Sumpter  Valley  had  overcharged  it  something  like  $3,000  on  ship- 
ments of  chrome  ore.  He  also  contended  that  the  Sumpter  Val- 
ley, after  being  relinquished,  filed  a  schedule  restoring  the  old 
rate,  but  the  examiner  said  that  an  examination  of  the  files  failed 
to  disclose  anything  of  such  a  schedule.  He  called  attention  to 
the  fact  that  the  Commission  had  held  that  when  a  railroad  had 
filed  a  tariff  in  compliance  with  General  Order  No.  28,  that  tariff 
would  remain  in  effect  until  properly  cancelled.  In  this  case 
Keene  said  no  such  step  had  been  taken  by  the  Sumpter  Valley. 

On  a  consideration  of  the  merits  of  the  case,  Keene  came  to 
1he  conclusion  that  the  rate  had  not  been  shown  to  be  unreason- 
able or  otherwise  in  contravention  of  the  law. 


COAL  RATES  ON  P.  &  W.  VA. 

Attorney-Examiner  Disque,  in  a  tentative  report  on  No. 
11364,  Duquesne  Coal  &  Coke  Co.  et  al.  vs.  Pittsburgh  &  West 
Virginia  et  al.,  has  recommended  a  holding  that  the  interstate 
rates  on  soft  coal  from  mines  west  of  Pittsburgh  in  Pennsyl- 
vania and  West  Virginia  on  the  Pittsburgh  &  West  Virginia  to 
points  north  and  east  of  Pittsburgh  were  and  are  unduly  preju- 
dicial to  the  extent  that  they  exceed  rates  from  the  Pittsburgh 
district  by  more  than  10  cents  a  ton. 

The  operators  on  the  Pittsburgh  &  West  Virginia,  in  their 
complaint  alleged  that  they  were  hampered  in  marketing  their 
output  by  the  adjustment  of  rates  to  the  north  and  east.  Usually 
coal  from  west  of  Pittsburgh  is  hauled  west.  The  railroads  have 
not  been  inclined  to  make  rates  that  would  result  in  their  haul- 
ing coal  through  Pittsburgh  terminals.  Some  routes  were  open 
but  the  complainants  desired  more  routes  and  more  favorable 
rates,  especially  via  the  Pittsburgh  &  Lake  Erie,  Bessemer  & 
Lake  Erie,  Baltimore  &  Ohio  and  Pennsylvania.  Where  joint 
rates  were  in  effect,  the  complainants  said,  they  were  10  cents  per 
ton  higher  than  from  mines  on  the  "West  Side  Belt,  which  are 
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on  Hi.'  Pittsburgh  basis.    The  adjustment  has  been  under  attack 
in  mlii  r  cases. 

Disque  said  that  there  was  no  good  reason  for  according  the 
mines  of  the  complainants  any  different  treatment  than  that 
contemporaneously  given  mines  on  other  connections  of  the  prin- 
cipal defendants.  The  complete  elimination  of  differentials  was 
not  recommended  by  Disque  but  he  said  the  record  showed  that 
the  complainants  were  entitled  to  rates  to  Buffalo,  to  points  east 
of  the  Genessee  River,  and  to  tidewater  destinations,  ten  cents 
over  Pittsburgh.  Into  Pittsburgh  the  rates  should  be  10  cents 
HMT  the  rates  into  Pittsburgh  via  the  Montour  from  mines  In 
the  Pittsburgh  district  on  that  road. 


SULPHURIC  AND  NITRATING  ACID 

in  a  report  to  the  Commission  on  No.  11617,  E.  I.  du  Pont 
de  Nenimns  *  Co.  vs.  Pennsylvania  Railroad  Company.  Director- 
General  et  al.,  Examiner  Frank  E.  Mullen  has  recommended  a 
holding  of  unreasonableness  and  an  award  of  reparation  on  138 
tank  car  loads  of  sulphuric  and  mixed,  or  nitrating  acid,  from 
CI-MV'S  Ferry,  Philadelphia,  to  Arlington,  N.  J.,  which  moved 
between  February  5,  1918,  and  September  13,  1919. 

Fifth  class,  of  12.5  cents  prior  to  June  25,  1918,  and  15.5 
cents  after  that  day,  was  collected.  The  complainant  contended 
that  "normal"  rates  would  have  been  11  and  14  cents,  because 
the  acids,  in  that  part  of  the  country,  move  at  something  less 
than  fifth  class. 

The  examiner  came  to  the  conclusion  that  the  rates  were 
half  a  cent  above  what  they  should  have  been  and  recommended 
that  the  Commission  give  reparation  down  to  the  basis  of  a 
12-cent  rate  prior  to  June  25,  1918,  and  15  cents  since  that  time, 
and  that  it  require  the  carriers  to  establish  that  15-cent  rate, 
plus  the  increase  authorized  in  Ex  Parte  No.  74. 


NEVADA,  ARIZONA,  NEW  MEXICO  FARES 

An  attempt  on  the  part  of  the  Arizona  Corporation  Com- 
mission, the  Public  Service  Commission  of  Nevada,  and  the 
State  Corporation  Commission  of  New  Mexico  to  bring  about  a 
reduction  in  local  interstate  passenger  fares  between  those 
states  will  come  to  an  end  without  success,  if  the  Commission 
adopts  the  proposed  report  of  Examiner  Henry  C.  Keene  on  No. 
11541,  Arizona  Corporation  Commission  et  al.  vs.  Arizona  East- 
ern et  al.  Keene  recommends  a  dismissal  on  the  ground  that 
the  passenger  fares  between  points  in  Arizona  and  points  in  Ne- 
vada, between  points  in  Arizona  and  destinations  in  New  Mexico 
and  between  points  in  the  three  states  named  and  points  in 
other  states  not  named,  are  not  unreasonable,  unjustly  discrim- 
inatory nor  unduly  prejudicial. 

The  authorities  of  the  three  states  claimed  that  the  carriers 
were  discriminating  against  passenger  travel  in  those  states 
by  affording  service  inferior  to  that  afforded  to  passengers  en 
route  to  and  from  the  Pacific  coast.  They  submitted  cost  studies 
to  prove  that  the  rates  charged  for  the  services  rendered  in 
and  between  are  too  high  in  comparison  with  the  rates  charged 
for  the  better  service.  The  railroads  retorted  that  the  volume 
of  through  traffic  alone  made  it  possible  to  give  better  service  to 
the  through  business.  They  also  admitted  that  they  try  to 
restrict  travel  to  their  through  trains  so  as  to  avoid  the  neces- 
sity for  running  unprofitable  local  trains. 

The  Los  Angeles  &  Salt  Lake  showed  that  in  eighteen 
months,  ended  June  30,  1920,  it  carried  239,304  interstate  pas- 
sengers and  only  23,657  intrastate  passengers. 


ALLOWANCE  FOR  SWITCHING 

An  order  of  dismissal  has  been  recommended  by  Examiner 
Richard  T.  Eddy  in  No.  11651,  United  Verde  Extension  Mining 
Co.  vs.  Director-General,  as  agent,  on  a  holding  that  the  com- 
plainant is  not  entitled  to  an  allowance  for  performing,  on  its 
own  shipments,  a  switching  service  for  the  Santa  Fe  at  Clark- 
dale,  Ariz. 

Until  February  28,  1919,  the  Santa  Fe  maintained  a  switch 
engine  at  Clarkdale  for  the  delivery  of  freight  to  the  Arizona 
Kxtrnsion  Railroad  of  traffic  carried  over  the  rails  of  the  Verde 
Tunnel  &  Extension  Railroad,  which  extends  from  Clarkdale  to 
Jerome,  a  distance  of  about  ten  miles.  Owing  to  a  strike  at  the 
plants  of  the  complainants  in  the  spring  of  1919  the  switch  engine 
at  Clarkdale  was  taken  away.  The  engine  was  not  restored  until 
June  23.  In  April  traffic  began  moving  again,  but  the  Santa  Fe 
had  no  engine  to  deliver  it  to  the  industrial  road  known  as  the 
Arizona  Extension.  The  industry  sent  its  engine  over  the  Verde 
Tunnel  road  to  the  junction  with  the  Santa  Fe  and  got  its  own 
cars  for  which  the  Sata  Fe  exacted  a  charge  of  $2.50  a  car. 
The  complainant  suggested  that  the  money  should  be  turned 
over  to  the  complainant  and  that  it  in  turn  would  pay  the  Santa 
Fe  50  cents  a  car  for  the  use  of  its  rails. 

Eddy  said  the  reason  for  the  complainant  undertaking  to 
perform  the  service  for  itself  was  not  clear,  but  he  said  it  must 
be  inferred  that  it  undertook  the  service  itself  so  as  to  avoid 
the  delays  because,  while  the  switch  engine  was  not  on  duty  at 
Clarkdale,  a  road  engine  and  crew  made  trips  between  Clark- 
dale  and  Jerome.  He  added  that  there  was  no  evidence  that 


the  Santa  Fe  refused  to  perform  the  service;  also  that  It  wan 
under  no  obligation  to  perform  service  at  aucb  time*  M  would 
meet  the  entire  convenience  of  the  complainant. 

Having  done  the  work  for  Its  own  convenience,  Eddy  thinks 
that  the  Santa  Fe  should  not  be  required  to  pay  the  Industry 
anything  for  the  work  It  did  during  the  time  the  customary 
railroad  service  was  suspended,  after  the  Industry  resumed  op- 
erations. 


SUGAR,  CALIFORNIA  TO  PHOENIX 

Kxamlncr  Henry  C.  Keene  has  recommended,  In  a  report  on 
No.  11532,  Traffic  Bureau,  Chamber  of  Commerce,  Phoenix.  Ariz  . 
et  al.  vs.  Southern  Pacific,  Director-General  et  al.,  that  a  rate 
of  $1.045  on  sugar  from  California  grouped  points  of  both  pro- 
duction and  refining,  to  Phoenix,  be  held  unreasonable  to  the 
extent  that  It  exceeded  and  exceeds  96.5  cents  per  100  pound*, 
the  rate  to  main  Hne  points  of  the  Santa  Fe.  The  rates  on 
sugar  are  grouped  as  to  points  of  origin  and  of  destination,  the 
rate  to  main  line  points  being  96.5  cents,  while  the  rate  to 
branch  line  points  is  $1.045. 

The  complaining  organization  aaked  an  order  establishing 
a  through  route  with  Joint  rates  from  San  Francisco  by  way  of 
Phoenix  to  points  on  the  Southern  Pacific,  between  Marlcopa. 
Ariz.,  and  El  Paso,  Tex.  Establishment  of  such  a  through  route 
by  using  parts  of  the  Southern  Pacific  and  the  Santa  Fe  would 
have  the  effect  of  putting  Phoenix  on  the  main  line  and  giving 
it  the  main  line  rates.  Keene  said  that  that  prayer  should  be 
denied.  Keene  said  that  the  establishment  of  the  proposed 
through  route  would  require  a  four-line  movement  to  replace  a 
direct  local  one-line  movement.  Traffic  originating  at  San  Fran- 
cisco on  the  Southern  Pacific  would  be  turned  over  to  the  Santa 
Fe  at  Bakersfleld,  Calif.,  transported  by  that  road  to  Phoenix, 
thence  by  the  Arizona  Eastern  to  Maricopa,  and  thence  by  the 
originating  line  for  delivery.  Such  a  route,  the  examiner  said, 
would  force  the  originating  line  to  short-haul  itself  by  about  585 
miles  over  light  rail  tracks  and  frail  bridges,  on  which  800 
tons  gross  is  the  limit  for  a  considerable  distance  east  of  Parker, 
Ariz.  He  could  see  no  public  interest  demand  for  such  a  through 
route. 


RATE   ON    LOCOMOTIVE   CRANE 

Examiner  E.  L.  Gaddess,  in  a  report  on  No.  11766.  David 
Kaufman  &  Sons  Company  vs.  Director-General,  as  agent,  rec- 
ommended a  holding  that  the  rate  of  7  cents  per  100  pounds 
assessed  on  a  locomotive  crane,  moving  on  its  own  wheels  from 
Elizabethport  to  Bayway,  N.  J.,  and  back  again,  was  unreason- 
able to  the  extent  that  it  exceeded  a  subsequently  established 
rate  of  $8.50  each  way.  Sixth  class  was  assessed  for  the  dis- 
tance of  three  miles.  Prior  to  June  25,  the  rate  was  $6  per 
movement,  or  $2  per  car-mile,  as  it  figured  out.  That  rate  was 
canceled,  so  that  the  class  rate  applied.  The  commodity  rate 
was  later  restored,  increased  to  $8.50.  Reparation  is  to  be  made 
to  that  basis. 


SUGAR,  SAN  BLAS  TO  EL  PASO 

Examiner  Richard  T.  Eddy  has  recommended  the  dismissal 
of  No.  11685,  Early-Foster  Co.  vs.  Southern  Pacific  et  al.,  on  a 
holding  that  the  fifth  class  of  $1.65  on  sugar  from  San  Bias. 
Mex.,  to  El  Paso  via  Nogales,  Ariz.,  was  not  wholly  under  the 
control  of  the  Commission.  The  rate  of  60  cents  from  San  Blaa  to 
Nogales  was  not  on  file  with  the  Commission.  The  complainant 
contended  that  the  Southern  Pacific  should  have  moved  the  sugar 
via  a  cheaper  route  over  the  bridge  from  Cuidad,  Jaurez,  to 
El  Paso,  but  the  examiner  held  that  the  Commission  could  not 
consider  anything  other  than  the  $1.05  rate  between  Nogales. 
Ariz.,  and  El  Paso.  As  to  that  rate,  he  thinks,  the  Commission 
should  say  it  was  not  unreasonable. 


PARTIAL  PAYMENTS  TO  CARRIERS 

The  Traffic  World  Washington  BuntH 

Partial  payments  to  railroads  on  account  of  the  guaranty 
may  amount  to  as  much  as  $200,000,000  next  month,  Secretary 
of  the  Treasurer  Mellon  stated  In  a  letter  this  week  to  banking 
institutions  relative  to  the  issuance  of  $400,000,000  of  Treasury 
certificates  to  raise  funds  to  meet  the  payments  and  other 
Indebtedness.  This  was  the  first  estimate  of  an  official  nature 
as  to  how  much  of  the  guaranty  would  be  paid  in  the  next  few 
weeks  or  months  on  account.  He  stated  that  the  Treasury  had 
paid  out  about  $475.000,000  to  the  railroads  under  the  transpor- 
tation act.  The  actual  amount,  as  given  in  a  statement  by  the 
Treasury  under  date  of  March  8,  was  $471,066,214.32,  divided  as 
follows:  Under  section  204  for  reimbursement  of  deficits.  $841,- 
812.64;  under  section  209  (final  payment  of  guaranty).  $1,311.- 
700.63;  advances  under  the  guaranty  made  on  certificates  issued 
during  guaranty  period.  $263,022.874;  partial  payments  under 
guaranty.  $21,437,190.05;  loans  under  section  210.  $184.442.637. 

With  the  exception  of  the  C.,  B.  ft  Q.  and  the  Tennessee 
Central,  the  eight  roads  that  had  received  certificates  for  partial 
payments  of  the  guaranty  up  to  March  10  had  already  received 
substantial  advances  under  certificates  which  were  issued  In  the 
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guaranty  period.  Tlie  certification  of  advances  in  each  case  was 
as  follows:  Minneapolis  &  St.  Louis,  $1,750,000;  Chicago,  Mil- 
waukee &  St.  Paul,  $14,297,702;  Great  Northern,  $5,000,000; 
Northern  Pacific,  $5,000,000;  Chicago  £  Alton,  $700,000  and  the 
Illinois  Central,  $8,000,000. 

Officials  of  the  bureau  of  finance  of  the  Commission  who 
have  charge  of  the  work  of  issuing  certificates  to  railroads  for 
partial  payments  on  the  amount  due  each  road  under  the  guar- 
anty for  the  six  months  following  federal  control,  say  it  is  im- 
possible to  estimate  how  much  will  be  paid  out  in  partial  pay- 
ments because  the  case  of  each  road  has  to  be  treated  sepa- 
rately and  a  decision  reached  as  to  how  much  can  be  paid  in 
advance  of  final  settlement  as  certainly  due  the  carrier.  Cer- 
tificates will  be  issued  as  rapidly  as  this  amount  can  be  ascer- 
tained in  each  case. 

Up  to  March  7,  five  certificates  directing  the  Secretary  of 
the  Treasury  to  make  partial  payments  under  the  guaranty  pro- 
visions as  just  amended  by  Congress,  so  that  partial  payments 
could  be  made,  had  been  issued  by  the  Commission.  These  were 
to  the  Northern  Pacific  for  $7,000,000;  Great  Northern,  $6,000,000; 
Minneapolis  &  St.  Louis,  $400,000;  Chicago,  Milwaukee  &  St. 
Paul,  $637,190.05,  and  C.  B.  &  Q.,  $7,000,000.  The  Treasury  De- 
partment had  announced  payment  in  the  cases  of  the  Great 
Northern  and  the  C.  M.  &  St.  P. 

The  action  of  the  Secretary  of  the  Treasury,  last  fall,  in 
ruling  that  partial  payments  could  not  be  made  after  Septem- 
ber 1,  resulted  in  the  Commission  not  issuing  any  more  certifi- 
cates for  partial  payments,  except  as  stated  by  Chairman  Clark, 
of  the  Commission,  when  before  the  congressional  committees 
during  consideration  of  the  Winslow  partial  payment  bill,  that  a 
few  certificates  had  been  issued  to  railroads  for  partial  payments 
after  the  Treasury  had  declined  to  honor  such  certificates,  be- 
cause officials  of  those  roads  said  with  the  certificates  in  their 
possession  they  could  obtain  loans  thereon  from  banks.  But 
as  to  the  majority  of  the  roads  the  Commission  did  not  issue 
certificates.  In  other  words,  the  action  of  the  Treasury  had  the 
effect  of  stopping  all  payments  under  the  guaranty,  with  the  ex- 
ception of  those  cases  where  the  final  amount  due  could  be  as- 
certained. Only  one  road,  the  Norfolk  Southern,  has  made  a 
final  settlement  under  the  guaranty.  Therefore,  the  amount  of 
partial  payments  held  up  by  the  action  of  the  Treasury  was  that 
part  of  the  $340,000,000,  which  is  roughly  estimated  to  be  the 
total  amount  still  due,  which  the  Commission  would  have  found 
could  be  paid  in  advance  of  final  settlement.  That  is  the  part  of 
the  $340,000,000  which  officials  say  cannot  be  estimated  at  this 
time. 

The  speed  with  which  payments  will  be  made  to  individual 
roads  depends  entirely,  it  is  pointed  out,  on  the  condition  of  their 
accounts.  In  the  cases  of  the  roads  where  certificates  have  been 
issued  since  February  26,  when  the  Winslow  act  became  ef- 
fective, their  accounts  were  in  such  shaps  that  the  Commission 
could  ascertain  how  much  was  certainly  due  them.  The  cer- 
tificates to  the  Treasury  in  these  cases  stipulate  the  amount  to 
be  paid,  with  the  statement  that  the  amount  given  "cannot  be 
reduced  by  further  accounting  or  otherwise."  In  other  words, 
that  amount  is  due  in  any  event  and  regardless  of  what  adjust- 
ments are  made  later. 

As  an  illustration  of  how  the  partial  payments  may  be  ex- 
pected to  run,  reference  may  be  made  to  the  testimony  of  Daniel 
Willard,  president  of  the  B.  &  O.,  on  the  Winslow  bill  before  the 
House  committee.  He  said  the  road  estimated  that  the  total 
amount  that  would  be  due  it  in  final  settlement  under  the  guar- 
anty would  be  $14,000,000  or  more,  but  that  there  was  certainly 
due  $12,000,000  over  which  there  could  be  no  dispute. 

Unofficially,  it  is  believed  that  the  partial  payments  will 
total  between  $250,000,000  and  $300,000,000.  That,  however,  is 
a  mere  guess.  The  Commission  will  leave  a  safe  margin  in  the 
case  of  each  road.  That  was  indicated  by  Chairman  Clark  when 
he  was  before  the  House  committee,  when  questions  were  put 
by  members  of  the  committee  who  evidently  feared  that  the 
government  might  pay  more  to  the  railroads  in  partial  payments 
than  would  be  due  them  in  final  settlement. 

The  computation  necessary  to  enable  the  Commission  to 
make  settlements,  either  partial  or  in  full,  under  the  guaranty, 
is  complicated  because  the  question  of  the  proper  maintenance 
of  the  physical  property  of  the  carrier  in  the  six  months'  period 
after  federal  control  must  be  taken  into  account,  so  that  there 
may  be  an  accurate  sum  to  represent  the  expenses  of  the  carrier 
during  the  period.  The  guaranty  was  intended  to  give  to  each 
railrosfd  a  net  railway  operating  income  for  the  guaranty  period 
equal  to  the  net  railway  operating  income  during  the  test  period 
pro  rated  over  the  six  months  of  the  guaranty  period.  Another 
matter  to  be  considered  with  the  operating  expense  side  of  the 
account  is  the  matter  of  claims  against  the  railroad.  Liquidated 
claims  constitute  an  item  of  expense.  Until  some  understanding 
is  reached  as  to  the  amount  of  claims  the  carrier  will  have  to 
pay  as  the  result  of  loss  or  damage  to  freight  accruing  during 
the  guaranty  period  the  expense  account  cannot  be  made  up 
In  undertaking  to  issue  certificates  for  partial  payments,  which 
may  be  better  understood  if  they  are  referred  to  as  payments 
on  account,  the  Commission  must  have  a  care  as  to  these  items 
expense  becamse,  it  may  be  pointed  out,  it  will  be  to  the  in- 


terest of  the  carrier  in  all  instances  to  claim  the  maximum  of 
operating  expense,  which  must  be  borne  by  the  government. 

By  leaving  out  all  disputed  items  of  expense,  the  Commis- 
sion can  give  certificates  for  partial  payments  or  payments  on 
account  which  could  not  possibly  be  greater  than  a  carrier  might 
be  entitled  to  receive. 

The  procedure  being  followed  under  the  amended  guaranty 
section  involves  the  filing  of  a  claim  by  the  carrier  for  the 
amount  it  says  is  due  it.  The  Commission  then  goes  over  the 
claim  and  arrives  at  a  conclusion  as  to  what  part  of  the  amount 
claimed  may  be  paid  as  certainly  due,  regardless  of  disputed 
items. 

Technically,  the  amount  of  the  guaranty  held  up  as  the  re- 
sult of  the  Treasury's  ruling  was  that  involved  in  the  certifi- 
cates issued  to  the  Grand  Trunk  Western  for  $500,000,  and  a 
few  other  roads.  It  was  on  the  basis  of  the  refusal  of  the  Treas- 
ury to  honor  the  Grand  Trunk  Western  certificate  that  the 
mandamus  proceedings  were  brought  against  the  Secretary  of 
the  Treasury. 

A  certificate  for  a  partial  payment  of  $2,376,000  to  the 
Illinois  Central  was  issued  by  the  Commission  March  8. 

Payment  of  the   $800,000   certified  as  a  partial  payment  to    , 
the  Chicago  &  Alton  by  the  Commission  was  announced  by  the 
Treasury  Department,  March  8.     This  brought  the  total  payment 
of  partial  payments  to   $21,437,190.05. 

The  Commission  March  9  certified  a  partial  payment  of 
$115,000  to  the  Tennessee  Central  Railroad  Company. 

The  Commission,  March  8,  announced  the  issuance  of  a 
partial  payment  certificate  for  $800,000  to  the  Chicago  &  Alton. 
The  Treasury  Department  has  paid  the  $7,000,000  to  the  C.  B. 
&  Q.,  certified  by  the  Commission  March  5. 

The  Treasury  has  announced  the  payment  of  $2,376,000  to 
the  Illinois  Central  under  the  partial  payment  certificate  issued 
by  the  Commission,  and  of  $1,173,500  to  the  Seaboard  Air  Line 
under  the  Commisison's  certificate  for  a  loan  of  that  amount 
from  the  revolving  fund. 


SETTLEMENTS  WITH  CARRIERS 

The  Traffic  World  Washington  Bureau 

The  Railroad  Administration  issued  the  following  state- 
ment March  9,  relative  to  final  settlements  with  common  carriers 
whose  property  was  under  federal  control: 

"The  United  States  Railroad  Administration  reports  the  fol- 
lowing final  settlements,  and  has  paid  out  to  the  several  roads 
the  following  amounts: 

Iowa   Transfer   Railway   Company $        7,200.00 

Rapid  City,  Black  Hills  &  Western  Railroad  Co 1.000.00 

Green  Bay  &  Western  Railroad  Co. ;  Annapee  &  Western 
Railway  Company,  and  Kewanee,  Green  Bay  &  Western 

Railroad   Company    400,000.00 

Southern    Steamship    Company 207,800.00 

Waupaca  Green   Bay   Railway  Company 6,383.07 

Escanaba  &  Lake  Superior  Railroad  Co 110,000.00 

New   Orleans   Great   Northern   Railroad   Co 190,000.00 

Minneapolis    Eastern    Railway    Co 55,000.00 

Louisiana    &    Arkansas    Railway   Co 200.000.00 

Chicago    &    Eastern    Illinois    Railroad 3,000,000.00 

Lehigh  &  Hudson  River  Railway  Co 225,000.00 

Charleston   Terminal    Company 90,000.00 

Cumberland   &    Pennsylvania   Railroad   Co 550,000.00 

Gulf,    Mobile    &    Northern    Railroad    Co.    and    Meridian    & 

Memphis    Railroad    Co..    paid    Railroad    Administration..  100.000.00 

"The  payment  of  these  claims  on  final  settlement  is  largely 
made  up  of  balance  of  compensation  due,  but  includes  all  other 
disputed  items  as  between  the  railroad  companies  and  the  Ad- 
ministration during  the  twenty-six  months  of  federal  control. 


PETITIONS   FOR    REHEARING,    ETC. 

Protestants  in  I.  &  S.  1235  have  petitioned  the  Commission 
to  grant  a  reheading  and  to  further  suspend  the  rates  for  thirty 
days  from  March  14. 

Complainant  in  No.  11254,  Georgia  Show  Case  Company  vs. 
L.  &  N.  et  al.,  has  petitioned  the  Commission  to  grant  a  re- 
hearing. 

Complainant  in  No.  11607,  The  Ault  &  Wiborg  Company  vs. 
Kansas,  Oklahoma  &  Gulf  Ry.  et  al.,  has  petitioned  the  Commis- 
sion for  a  rehearing. 

The  Commission  has  been  asked  by  complainant  in  No. 
9802,  Waccamaw  Lumber  Company  vs.  A.  C.  L.  R.  R.  et  al.,  to 
grant  a  further  hearing  for  the  purpose  of  receiving  proof  of 
the  shipments  on  which  the  Commission  may  base  an  order 
awarding  reparation. 

The  Commission  has  been  asked  by  complainant  in  No.  8897 
(Sub.  No.  1),  North  Carolina  Lumber  Co.  vs.  A.  C.  L.  et  al.,  and 
No.  8897  (Sub.  No.  2),  Whiteville  Lumber  Co.  vs.  N.  Y.  P. 
&  N.  et  al.,  to  grant  a  further  hearing  for  the  purpose  of  receiv- 
ing proof  of  the  shipments  on  which  the  Commission  may  base 
an  order  awarding  reparation. 


C.  &  O.   BONDS 

The  Chesapeake  &  Ohio  has  applied  to  the  Commission  for 
authority  to  pledge  $487,000  of  its  general  mortgage  4%  per  cent 
gold  bonds  of  1892  as  security  from  time  to  time  for  short  term 
notes,  when  and  as  necessary. 


March  12.  1921 
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Appeal      from     the     DUtrlrt 

Court  ol  III.-  rnileil  Stale* 
for  the.  Kaxtern  Dlxl  riel  of 
Arkansas. 


OVERCHARGE  CLAIMS  SUSTAINED 

No.    178— October    Term.    1920 

si     i.niils,    ln>n    Mountain   &   Southern 

Kiiilw.'i\    Company  and  I'nlted  States 

Kiilelity     and     Guaranty      Company, 

Appellant!, 

vs. 
.1    !•'.  ll:ist.\   X  Sons,  Mount  Olive  Stave 

i  'onipany.    Pulaski    Cooperage    Com- 

|..iny.    and    The   Henry    Wrape   Com- 

(Kebruary  28,  1921) 
Mr.  Justice  1'itney  delivered  the  opinion  of  the  Court. 

This  case  is  a  sequel  of  Allen  vs.  St.  Louis,  Iron  Mt.  & 
Southern  Ry.,  230  U.  S.  553,  and  Arkadelphia  Co.  vs.  St.  Louis 
S.  \V.  Ry.  Co.,  249  U.  S.  34.  See  also  St.  Louis,  Iron  Mtn.  & 
Southern  Ry.  Co.  vs.  McKnight,  244  U.  S.  368.  The  Arkansas 
Railroad  Commission  having  in  June,  1908,  adopted  Standard 
Distance  Tariff  No.  3,  establishing  maximum  intrastate  freight 
rates,  the  present  appellant  railway  company  attacked  Its  va- 
lidity in  a  suit  brought  against  the  Commission  in  the  United 
States  Circuit  Court  for  the  Eastern  District  of  Arkansas,  con- 
tending that  the  rates  were  non-compensatory  and  therefore  vio- 
lative  of  the  "due  process  of  law"  clause  of  the  Fourteenth 
Amendment.  A  temporary  injunction  was  issued  and  continued 
in  force  until  May  11,  1911,  when  the  Circuit  Court  entered  a 
final  decree  making  the  injunction  permanent,  and  discharging 
the  surety  from  further  liability  on  the  injunction  bond.  On 
appeal  to  this  court  the  decree  was  reversed  June  16,  1913,  with 
directions  to  dismiss  the  bill  without  prejudice,  and  for  further 
proceedings  in  conformity  with  the  opinion  and  decree  of  this 
court.  230  U.  S.  553.  Upon  the  going  down  of  the  mandate  the 
United  States  District  Court  (successor  of  the  Circuit  Court)  en- 
tered a  decree  in  obedience  thereto,  at  the  same  time  making  a 
reference  to  a  special  master  for  the  purpose  of  ascertaining 
the  claims  of  intervening  shippers  for  refund  of  the  difference 
paid  by  them  in  freight  rates  between  those  prescribed  by  the 
Commission  and  the  higher  ones'  maintained  by  the  railway 
company  during  the  pendency  of  the  injunction.  Under  this 
reference  the  present  appellees,  J.  F.  Hasty  &  Sons,  presented 
a  claim  based  upon  the  difference  between  rates  charged  on 
rough  material  transported  from  forest  to  milling  points  and  the 
rates  provided  in  the  Commission  tariff  on  such  movements. 
That  tariff  contained  maximum  rates  on  such  lumber  applicable 
generally,  and  in  addition  provided  for  a  "milling-in-transit  privi- 
lege," by  fixing  certain  "rough  material  rates"  lower  than  the 
others,  conditioned  upon  a  specified  percentage  of  the  manu- 
factured product  being  shipped  out  on  the  same  line  that  brought 
in  the  rough  material.  The  railway  company  excepted  to  the 
claim  on  two  grounds,  (a)  that  the  rough  material  rates  were 
discriminatory,  and  (b)  that  they  were  not  applicable  to  the 
shipments  of  Hasty  &  Sons  because  these  constituted  interstate 
commerce  and  hence  were  not  subject  to  the  Commission's  rates. 
The  District  Court  sustained  both  exceptions.  The  resulting 
decree  so  far  as  adverse  to  Hasty  &  Sons  was  reversed  by  this 
court  (249  U.  S.  134,  147-152),  and  the  cause  remanded  for  fur- 
ther proceedings  in  conformity  with  our  opinion.  Upon  the 
going  down  of  this  mandate  there  were  further  hearings  before 
the  referee  and  the  District  Court  upon  the  claim  of  Hasty  & 
Sons  and  claims  of  the  same  type  .presented  by  three  other  In- 
tervening shippers;  and  from  the  resulting  decree  in  their  favor 
the  present  appeal  is  taken.  Although  the  only  question  imme- 
diately involved  is  the  proper  construction  of  the  Standard  Dis- 
tance Tariff,  we  have  jurisdiction,  as  we  had  in  the  Arkadelphia 
case,  supra,  because  the  decree  is  but  supplementary  to  the 
main  cause — bringing  to  effective  conclusion,  if  not  vitiated  by 
error,  the  controversy  that  arose  out  of  the  railway  company's 
attack  upon  the  rates  on  constitutional  grounds — and  hence  must 
be  regarded  as  involving  the  construction  and  application  of  the 
Constitution  of  the  United  States,  within  the  meaning  of  Sec.  238, 
Judicial  Code.  See  249  U.  S.  140-142. 

'  The  disputed  claims  are  based  in  the  main  upon  alleged 
overcharges  on  rough  material  shipped  over  appellant's  road 
to  the  respective  mills  of  appellees,  and  there  manufactured 
into  heading  for  barrels.  The  question  is  whether  Item  79  of 
Distance  Tariff  No.  3  provided  a  rough-material  rate  for  heading. 
It  reads  as  follows: 

"Item  79.    Rough  Material  Rates. 

"(a)  Rough  material  rates  applicable  on  rough  lumber, 
staves,  flitches,  bolts,  and  logs,  carloads,  between  all  points  in 
Arkansas,  minimum  weight.  .  .  . 

(Here  follows  a  table  of  rates  graduated  according  to  dis- 
tance.) 

"(b)  The  above  named  rates  are  conditional  upon  the  manu- 
factured product  being  reshlpped  over  the  same  line  bringing 
In  the  rough  material,  and  may  be  only  used  subject  to  the  fol- 


lowing conditions:  The  proportion  of  the  tonnage  of  outbound 
manufactured  product  to  the  tonnage  of  inbound  rough  mate- 
rial shall  not  be  less  than  the  following:  .  .  . 

(Here  follows  a  table  of  percentages  applicable  to  varioim 
products;  among  them:) 

"Finished   staves,   40   per  cent  of  weight  of  rough   staves. 

"Staves  and  heading,  30  per  cent  of  weight  of  bolts." 

At  the  hearing  before  the  master  It  was  admitted  that  the 
claimants  shipped  out  over  the  line  of  road  that  brought  in  the 
rough  material  the  requisite  percentages  of  manufactured  prod- 
uct in  the  usual  course  of  business;  nevertheless,  appellant  ob- 
jected to  the  allowance  of  the  claims,  on  the  ground  that  Item  TJ 
provided  no  rate  on  inbound  rough  heading,  but  the  same  was 
covered  by  Item  41,  and  since  the  general  rates  provided  therein 
were  higher  than  those  actually  charged,  there  was  no  basis 
for  a  refund.  The  objection  was  renewed  In  an  exception  to 
the  master's  report  and  urged  at  the  hearing  before  the  court 
on  the  report  and  exceptions.  The  master  found  that  rough 
heading  was  covered  as  rough  material  in  Item  79,  and  the 
District  Court  sustained  that  conclusion. 

Appellant's  contention  is  based  upon  a  literal  reading  of  the 
opening  sentence  of  Item  79:  '"Rough  material  rates  applicable 
on  rough  lumber,  staves,  flitches,  bolts,  and  logs,"  etc.;  and 
since  "rough  heading"  is  not  mentioned  here,  while  the  asso- 
ciated material  "staves"  is  specified,  it  is  contended  that  rough 
heading  is  not  provided  for. 

From  the  testimony  taken  before  the  master  it  would  appear 
that  the  raw  material  from  which  barrel  heads  are  made  Is 
variously  described  as  rough  heading,  sawed  heading,  split 
heading,  and  bolts  or  heading  bolts;  but  it  also  appears  that, 
whatever  may  be  the  distinctions,  the  terms  are  used  loosely 
and  indiscriminately  in  the  trade  and  in  billing  shipments,  ma- 
terial of  either  description  being  considered  rough  material,  and 
all  having  been  handled  by  the  railway  company  under  the 
rough-material  rate  on  its  own  schedules,  without  regard  to  par- 
ticular terms. 

We  regard  appellant's  reading  of  Item  79  as  altogether  too 
narrow.  The  scope  and  effect  of  the  rough-material  rates  should 
be  determined  not  by  regarding  the  opening  sentence  alone,  but 
by  looking  also  to  the  list  of  finished  products  to  be  manufac- 
tured from  the  material,  and  considering  the  general  purpose  of 
Item  79.  In  the  table  of  percentages,  there  are  specified,  "Fin- 
ished staves,  40  per  cent  of  weight  of  rough  staves,"  and  "Staves 
and  headings,  30  per  cent  of  weight  of  bolts."  The  purpose  is 
manifest  to  give  the  benefit  of  the  milling-in-transit  rate  to  rough 
material  out  of  which  heading  is  manufactured,  and  no  reason 
appears  for  limiting  it  to  material  of  a  particular  description. 
The  word  "bolts,"  used  in  connection  with  staves  and  heading, 
should  be  taken  not  as  confining  the  privilege  to  rough  mate- 
rial of  a  particular  form,  but  in  the  generic  sense  in  which  it  is 
employed  in  woodworking,  as  meaning:  "A  mass  of  wood  from 
which  anything  may  be  cut  or  formed"  (Century  Diet.) ;  "A 
block  of  wood  from  which  something  is  to  be  made;  as  a  shingle- 
bolt,  a  stave-bolt"  (Standard  Diet.);  "A  block  of  timber  to  be 
sawed  or  cut  into  shingles,  staves,  etc."  (Webster's  Diet.). 

The  matter  is  so  free  from  doubt  that  there  is  no  occasion 
to  apply  to  the  Commission  for  a  construction,  as  insisted  by 
appellant  under  Texas  &  Pacific  Ry.  vs.  American  Tie  Co.,  234 
U.  S.  138,  146. 

Decree  affirmed. 


RATES  ON  ARMY  OFFICERS'  PROPERTY 

The  United  States  Supreme  Court,  March  7,  in  No.  134,  Ore- 
gon-Washington R.  R.  &  Nav.  Co.  vs.  United  States,  and  No.  136. 
Western  Pacific  vs.  United  States,  affirmed  decisions  of  the  Court 
of  Claims  denying  claims  of  the  carriers  for  additional  compen- 
sation for  the  transportation  of  property  of  officers  of  the  United 
States  Army  on  changing  station.  The  property  Involved  moved 
under  land-grant  rates  and  the  carriers  sought  to  recover  the 
difference  between  these  rates  and  the  regular  commercial  rates. 

The  claimants  based  their  contention  for  recovery  of  an  ad- 
ditional sum  for  the  services  performed  on  a  finding  made  by  the 
Court  of  Claims,  Feb.  8,  1915,  in  an  unreported  case  (50  Ct. 
Clras.,  412),  giving  the  C.  M.  &  St.  P.  judgment  against  the  gov- 
ernment for  the  difference  between  the  land-grant  rates  paid 
to  it  for  certain  transportation  of  officers'  baggage  and  the  regu- 
lar commercial  rates,  and  thus  holding  in  effect  that  officers' 
baggage  transported  at  government  expense  did  not  constitute 
property  of  the  United  States  as  to  the  transportation  of  which 
land-grant  rates  were  applicable. 

The  government  contended  in  the  cases  that  the  government 
had  presented  the  property  to  the  railroads  for  shipment  at  the 
reduced  land-grant  rates  and  that  no  protest  was  made  at  the 
time  that  a  higher  rate  should  apply.  It  further  contended  that 
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the  carriers,  having  rendered  the  services  involved  without  com- 
pulsion and  knowing  what  the  government  intended  to  pay  and 
would  pay,  were  precluded  from  asserting  any  different  or  other 
claim. 

The  Supremo  Court  sustained  this  contention,  holding  that 
both  carriers  accepted  without  reservation  the  carriage  of  the 
property  at  the  land-grant  rates. 


LOSS  AND  DAMAGE  DECISION 

No.  183 — October  Term,  1920 

l-nion  Pacific  Railroad  Company.   Pe- 1     On  Writ  of  Certiorarl  to  the 

I        Supreme      Court      of      the 
T  Y*-   „  State  of  New  York. 

James  J.  E.  Burke.  J 

(February  28,   1921) 
Mr.  Justice  Clarke  delivered  the  opinion  of  the  Court. 

On  March  10,  1915,  S.  Ontra  &  Brother  delivered  to  the  Pa- 
cific Mail  Steamship  Company  at  Yokohama,  Japan,  56  cases 
of  "Drawn  work  goods  and  Renaissance,"  consigned  to  their  own 
order  at  New  York,  and  received  a  bill  of  lading  for  ocean  trans- 
portation to  San  Francisco  and  thence  by  the  Southern  Pacific 
Company  and  its  connections,  by  rail,  to  destination.  The  prop- 
erty was  delivered  to  the  Southern  Pacific  Company  and  without 
new  billing  was  carried  to  a  junction  with  the  line  of  the  peti- 
tioner, the  Union  Pacific  Railroad  Company,  and  while  in  its 
custody  was  totally  destroyed  in  a  collision.  The  respondent, 
successor  in  interest  to  the  consignor,  claimed  in  this  suit  the 
right  to  recover  the  fair  invoice  value  of  the  goods,  $17,449.01, 
and  the  petitioner  conceded  his  right  to  recover,  but  only  to  the 
amount  of  the  agreed  valuation  of  $100  per  package,  $5,600,  to 
which  it  contended  he  was  limited  by  the  bill  of  lading.  All  of 
the  facts  are  stipulated  or  proved  by  undisputed  evidence. 

The  Appellate  Division — First  Department  New  York  Su- 
preme Court — rendered  judgment  in  favor  of  respondent  for 
$5,600,  with  interest  and  costs,  but  on  appeal  to  the  Court  of 
Appeals  of  that  state  the  judgment  of  the  Appellate  Division  was 
reversed  and  an  order  was  entered  that  a  judgment  should  be 
rendered  by  the  Supreme  Court  in  favor  of  respondent  for  $17,- 
449.01,  with  interest  and  costs.  The  case  is  brought  here  on 
certiorari. 

On  the  face  of  the  bill  of  lading  received  at  Yokohama  was 
the  notation:  "Weight  26,404  Ibs.;  ocean  weight  rate,  50c; 
freight,  $132.02.  Rail,  minimum  carload  weight  30,000  Ibs.,  wght. 
rate  $1.25,  freight  $375.00."  (Thus  the  ocean  and  rail  rates  are 
separately  stated,  and  the  later  is  $1.25  per  100  Ibs.,  minimum 
carload.)  On  the  back  of  the  bill  of  lading  were  printed  thirty- 
one  conditions,  the  thirteenth  of  which  contained  the  provision 
that— 

"It  is  expressly  agreed  that  the  goods  named  in  this  bill  of 

lading  are  hereby  valued   at  not  exceeding   $100   per   package. 

.     .     .     and   the   liability   of   the   companies   therefor   in   case 

of  the  total  loss  of  all  or  any  of  the  said  goods  from  any  cause 

shall  not  exceed  $100  per  package." 

The  petitioner  was  an  interstate  common  carrier  by  rail  at 
the  time  of  the  shipment  involved  and  as  such  had  filed  with 
the  Interstate  Commerce  Commission  schedules  of  rates  and 
regulations  under  which  the  property  was  moving  at  the  time  it 
was  destroyed.  By  these  schedules  the  carrier  was  bound,  and 
to  them  it  was  limited,  in  contracting  for  traffic  (Southern 
Railway  vs.  Prescott,  240  U.  S.  632,  638.)  The  statute  expressly 
provided  that  it  should  not  charge  or  demand  or  collect  or  re- 
ceive a  greater  or  less  or  different  compensation  for  the  trans- 
portation of  property  or  for  any  service  in  connection  therewith 
than  such  as  was  specified  in  such  schedules.  (34  Stat.  587, 
Section  6.) 

In  these  schedules  was  included  a  rule,  designated  as  Rule 
9A,  which  reads: 

"Unless  otherwise  provided,  when  property  is  transported 
subject  to  the  provisions  of  the  Western  Classification,  the  ac- 
ceptance and  use  are  required,  respectively,  of  the  'Uniform 
Bill  of  Lading,'  'Straight'  or  'Order'  as  shown  on  pages  87  to 
90,  inclusive." 

For  the  purposes  of  this  case  only  it  is  admitted,  and  ac- 
cepted by  this  court,  that  this  rule  9A  permitted  and  required 
that  the  property  should  be  treated  as  moving  east  of  San  Fran- 
cisco under  the  Uniform  Bill  of  Lading,  although,  in  fact,  no 
other  than  the  Yokohama  bill  of  lading  was  issued.  This  Uni- 
form Bill  of  Lading  contained,  among  other  conditions  the  fol- 
lowing: 

"The  amount  of  any  loss  or  damage  for  which  any  carrier 
s  liable  shall  be  computed  on  the  basis  of  the  value  of  the 
property  (being  the  bona  fide  invoice  price,  if  any,  to  the  con- 
signee, including  the  freight  charges,  if  prepaid)   at  the  place 
and  time  of  shipment  under  this  bill  of  lading,  unless  a  lower 
value  has  been  represented  in  writing  by  the  shipper  or  has  been 
agreed  upon  or  is  determined  by  the  classification  or  tariffs  upon 
icn  the  rate  is  based,  in  any  of  which  events  such  lower  value 
be   the   maximum    amount   to   govern   such    computation 
«•  or  not  such  loss  or  damage  occurs  from  negligence  " 
i  pon  the  facts  thus  stated  the  petitioner  contends  that  the 


agreed  valuation  of  $100  per  package  or  case  in  the  Yokohama 
bill  of  lading  is  necessarily  imported  into  the  Uniform  Bill  of 
Lading,  becomes  the  valuation  "agreed  upon"  within  the  terms 
and  conditions  quoted  from  that  bill,  and  limits  the  respondent's 
recovery  to  that  amount,  $5,600,  regardless  of  the  value  of  the 
property  and  of  the  fact  that  it  was  lost  by  the  carrier's  negli- 
gence. 

To  this  contention  it  is  replied  by  the  respondent,  that  it  is 
admitted  by  the  petitioner  that  its  filed  and  published  schedules 
contained  but  one  rate  applicable  to  the  shipment  as  it  was  car- 
ried east  of  San  Francisco;  that  that  rate,  $1.25  per  100  pounds 
minimum  carload,  was  charged  in  the  Yokohama  bill  of  lading, 
and  that,  since  no  choice  of  rates  was  given,  or  could  be  given, 
to  the  shipper,  any  agreement,  in  form  a  valuation  of  the  prop- 
erty, made  for  the  purpose  of  limiting  the  carrier's  liability  to 
less  than  the  real  value  thereof,  in  case  of  loss  by  negligence 
was  void  and  without  effect. 

In  many  cases,  from  the  decision  in  Hart  vs.  Pennsylvania 
Railroad  Co.,  112  U.  S.  331,  decided  in  1884,  to  Boston  &  Maine 
Railroad  vs.  Piper,  246  U.  S.  439,  decided  in  1917,  it  has  been  de- 
clared to  be  the  settled  federal  law  that  if  a  common  carrier 
gives  to  a  shipper  the  choice  of  two  rates,  the  lower  of  them  con- 
ditioned upon  his  agreeing  to  a  stipulated  valuation  of  his  prop- 
erty in  case  of  loss,  even  by  the  carrier's  negligence,  if  the  ship- 
per makes  such  a  choice,  understandingly  and  freely,  and  names 
his  valuation,  he  cannot  thereafter  recover  more  than  the  value 
which  he  thus  places  upon  his  property. 

As  a  matter  of  legal  distinction,  estopppel  is  made  the  basis 
of  this  ruling— that,  having  accepted  the  benefit  of  the  lower 
rate,  in  common  honesty  the  shipper  may  not  repudiate  the  con- 
ditions on  which  it  was  obtained— but  the  rule  and  the  effect  of 
it  are  clearly  established. 

The  petitioner  admits  all  this,  but  contends  that  it  has 
never  been  held  by  this  court  that  such  choice  of  rates  was 
essential  to  the  validity  of  valuation  agreements,  and,  arguing 
that  they  should  be  sustained  unless  shown  to  have  been  fraudu- 
lently or  oppressively  obtained,  it  affirms  the  validity  of  the 
agreement  in  the  Yokohama  bill  of  lading,  and  cites  as  a  de- 
cisive authority  Reid  vs.  American  Express  Co.,  241  U.  S.  544. 

With  this  contention  we  cannot  agree. 

This  court  has  consistently  held  the  law  to  be  that  it  is 
against  public  policy  to  permit  a  common  carrier  to  limit  its  com- 
mon law  liability  by  contracting  for  exemption  from  the  conse- 
quences of  its  own  negligence  or  that  of  its  servants  (ll2  U  S 
331,  338  and  246  U.  S.  439,  444,  supra),  and  valuation  agreements 
have  been  sustained  only  on  principles  of  estoppel  and  in  care- 
fully restricted  cases  where  choice  of  rates  was  given— where 
the  rate  was  tied  to  the  release."  Thus,  in  the  Hart  case  (p 
343),  it  is  said: 

"The  distinct  ground  of  our  decision  in  the  case  at  bar  is 
that  where  a  contract  of  the  kind,  signed  by  the  shipper,  is 
fairly  made,  agreeing  on  the  valuation  of  the  property  carried, 
with  the  rate  of  freight  based  on  the  condition  that  the  carrier 
assumes  liability  only  to  the  extent  of  the  agreed  valuation  even 
in  case  of  loss  or  damage  by  the  negligence  of  the  carrier  the 
contract  will  be  upheld  as  a  proper  and  lawful  mode  of  securing  a 
due  proportion  between  the  amount  for  which  the  carrier  may 
be  responsible  and  the  freight  he  receives,  and  of  protecting  him- 
self against  extravagant  and  fanciful  valuations." 

And  in  the  Piper  case  it  is  said  (p.  444) : 

"In  the  previous  decisions  of  this  court  upon  that  subject  it 
has  been  said  that  the  limited  valuation  for  which  a  recovery 
may  be  had  does  not  permit  the  carrier  to  defeat  recovery  be- 
cause of  losses  arising  from  his  own  negligence,  but  serves  to  fix 
the  amount  of  recovery  upon  an  agreed  valuation  made  in  con- 
sideration of  the  lower  rate 'stipulated  to  be  paid  for  the  serv- 
ice." 

The  Reid  case,  supra,  does  not  conflict  with  these  decisions, 
for  in  that  case  the  bill  of  lading  containing  the  undervaluation, 
which  was  there  sustained,  expressly  recited  that  the  freight  was 
adjusted  on  the  basis  of  the  agreed  value  and  that  the  carrier's 
liability  should  not  exceed  that  sum  "unless  a  value  in  excess 
thereof  be  specifically  declared  and  stated  herein  and  extra 
freight  as  may  be  agreed  upon  be  paid."  The  bill  of  lading  was 
for  ocean  carriage  only,  London  to  New  York,  to  which  of 
course  the  Interstate  Commerce  Act  was  not  applicable  (36 
no  VT  a'  I c^*11  ^'  Armour  Packing  Company  vs.  United  States, 

u.  b.  5b,  78;  Cosmopolitan  Shipping  Company  vs.  Hamburg- 
American  Packet  Company  et  al.,  13  I.  C.  C.  Rep.  266),  and  the 
carrier,  therefore,  was  in  a  position  to  tender  to,  and  by  the 
quoted  provision  of  the  bill,  did  tender  to,  the  shipper  the  choice 
if  paying  a  higher  rate  and  being  subject  to  less  restricted  re- 
covery in  case  of  loss.  The  case  was  plainly  within  the  scope 
the  prior  decisions  of  this  court  upon  the  subject 

Thus  this  valuation  rule,  where  choice  is  given  to  and  ac- 
cepted by  a  shipper,  is,  in  effect,  an  exception  to  the  common  law 
rule  of  liability  of  common  carriers,  and  the  latter  rule  remains 
m  full  effect  as  to  all  cases  not  falling  within  the  scope  of  such 
exception.  Having  but  one  applicable  published  rate  east  of 
San  Francisco  the  petitioner  did  not  give,  and  could  not  lawfully 
have  given,  the  shipper  a  choice  of  rates,  and  therefore  the 
stipulation  of  value  in  the  Yokohama  bill  of  lading,  even  if 
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<ied  as  imported  into  the  Uniform  Bill  of  Lading,  cannot  bring 
the  case  within  the  valuation  exception,  and  the  carrier's  liabil- 
ity must  be  determined  by  the  rules  of  the  common  law.  To 
allow  (ho  contention  of  the  petitioner  would  permit  carriers  to 
contract  for  partial  exemption  from  the  results  of  their  own 
negligence  without  giving  to  shippers  any  compensating  priv- 
ilege. Obviously  such  agreements  could  be  made  only  with  the 
ignorant,  the  unwary  or  with  persons  deliberately  deceived.  It 
its  that  the  judgment  of  the  Supreme  Court  of  the  State  of 
New  York,  entered  upon  the  order  of  the  Court  of  Appeals  of  that 
state,  must  be. 
Affirmed. 


SHIPPING  BOARD  ACTION 

The  Traffic  World  Washington  Bunau 

Condemnation  of  the  agreements  between  the  International 
Mercantile  Marine  Company  and  the  British  government,  atten- 
tion to  which  was  recently  directed  by  Senator  Wesley  L.  Jones, 
of  Washington,  in  an  address  before  the  National  Merchant  Ma- 
rine Association,  marked  the  last  official  action  of  the  United 
States  Shipping  Board  as  it  was  constituted  up  to  noon,  March 
4.  (See  Traffic  World,  March  5,  p.  510.) 

The  board  sent  a  copy  of  the  resolution  regarding  the 
agreements  to  the  Senate  for  the  information  of  that  body,  al- 
though it  had  not  specifically  asked  for  such  action.  The  board 
held  a  meeting  before  noon  March  4  at  which  it  was  decided 
that  as  trustees  of  the  Emergency  Fleet  Corporation  the  mem- 
bers of  the  board  would  remain  in  office  in  that  capacity  until 
relieved  by  President  Harding.  As  to  the  Shipping  Board  itself, 
Admiral  Benson  said  he  would  look  after  its  affairs  until  relieved 
from  duty. 

The  terms  of  the  six  members  of  the  board  (the  seventh 
member,  Chester  H.  Rowell,  of  California,  having  resigned  sev- 
eral months  ago)  expired  at  the  same  time  Woodrow  Wilson 
ceased  to  be  President  of  the  United  States,  as  the  members 
had  been  serving  under  recess  appointments. 

President  Harding  is  expected  to  nominate  a  new  Shipping 
Board  shortly.  George  Chamberlain,  whose  term  as  a  senator 
from  Oregon  expired  March  4,  was  said  to  have  a  good  chance  of 
being  appointed  as  one  of  the  Democratic  members  of  the  board. 
A  number  of  other  names,  all  of  which  have  been  previously 
mentioned  as  possible  appointees,  were  also  being  discussed  as 
being  considered  by  President  Harding.  However,  there  was 
no  definite  basis  for  belief  that  any  of  those  mentioned  actually 
would  be  appointed. 

Reports  that  "so  and  so"  would  be  appointed  on  the  U.  S. 
Shipping  Board  were  characterized  as  purely  speculative  at  the 
White  House,  March  8.  When  questioned  as  to  a  story  in  the 
press,  purporting  to  give  the  names  of  the  new  board,  President 
Harding  said  he  did  not  wish  to  "throw  down"  a  newspaper  re- 
port, but  that  he  had  not  decided  as  to  the  make-up  of  the  board 
and  would  not  decide  until  he  had  found  the  right  man  to  head 
the  board.  The  report  referred  to  placed  on  the  board  the 
following:  R.  A.  C.  Smith  of  New  York,  chairman;  Admiral  U. 
R.  Harris,  Charles  Forbes  of  Seattle;  Robert  A.  Dean,  special 
counsel  of  the  extinct  board;  Frederick  I.  Thompson,  of  Mobile, 
ex-member  of  the  board;  George  E.  Chamberlain,  former  senator 
from  Oregon,  and  J.  W.  Alexander,  former  secretary  of  com- 
merce. 

President  Harding,  it  was  learned,  has  not  definitely  decided 
that  he  will  not  reappoint  Admiral  Benson  on  the  board.  Con- 
siderable pressure  was  being  brought  to  bear  on  the  President 
for  the  reappointment  of  Benson. 

Admiral  Benson  put  up  to  the  Department  of  Justice,  March 
8,  the  question  of  his  status  and  that  of  Commissioner  Donald 
as  "holdover"  members  of  the  board  which  preceded  the  board 
composed  of  the  Wilson  recess  appointees.  He  asked  for  a  rul- 
ing as  to  whether  he  and  Donald  should  remain  in  charge  of 
the  board's  affairs  until  the  new  board  had  qualified.  The  Presi- 
dent's secretary  acknowledged  a  letter  from  Admiral  Benson  to 
the  President  in  which  the  recess  appointees  said  they  would 
remain  in  office  as  trustees  of  the  Emergency  Fleet  Corporation 
until  relieved  from  duty. 

The  resolution  of  the  board  in  the  I.  M.  M.  case  follows: 

"Whereas,  A  hearing  was  granted  the  International  Mer- 
cantile Marine  Company  by  the  United  States  Shipping  Board 
with  reference  to  a  certain  agreement  dated  August  1,  1903,  be- 
tween the  Commissioners  for  Executing  the  Office  of  Lord  High 
Admiral  of  the  United  Kingdom  of  Great  Britain  and  Ireland 
and  the  Board  of  Trade  (for -and  on  behalf  of  his  majesty's  gov- 
ernment), the  International  Mercantile  Marine  Company  and 
certain  British  companies,  which  said  agreement  provides,  among 
other  things: 

(a)  The  term  "the  association"  hereinafter  used  means  the  parties 
hereto  of  the  second  and  third  parts  and  also  includes  any  other  com- 
pany, corporate  or  unincorporate,  partnership  body  or  person,  whether 
British,  American  or  other  foreipn,  which  by  any  arrangement  is  ad- 
mitted  to  or  brought   under  the   control   of  the  association   or  any   of 
its  constituent   parts   for   the   time   being. 

(b)  Par.   8.     If  at   any   time  hereafter  during   the   continuance   c 
this   agreement   any   other   company,    whether   corporate    or   i 
pornte     partnership    body    or    person,    whether    British,    American    or 


other  foreign,  ihall  be  admitted  to  or  brought  under  the  control  of 
tho  association  or  any  of  It*  constituent  part*  for  the  time  twin*  ih< 
Huoclatlon  shall  Klvn  not  I,.  n,.-i.  of  to  hi*  majesty's  government  «n<l 
nhiill  furnish  all  such  particular!  with  regard  t<>  ii-rmi,  parties  or 
otherwise,  an  the  government  iriiiy  ri-nf 

(<•)  Par.  10.  Thl*  agreement  unnll  have  elfe<  (  for  'in  yenr*  frntn 
the  27th  S>  i'N  MI!.,  i.  1902,  and  shall  continue  In  force  thereafter,  sub- 
ject to  a  notice  of  five  years  on  either  nlde  (which  may  be  given  dur- 
ing the  continuance  of  this  «i<n-.  m.-nn,  provided  that  his  majesty's 
government  shall  have  the  right  to  terminate  this  agreement  at  any 
linn-  If  the  association  pursue  a  policy  Injurious  to  the  Interests  of 
the  British  mercnntllo  marine  or  of  British  trade. 

(d)  Par.  12.  In  case  of  any  difference  as  to  tho  Intent  and  mean- 
Ing  of  this  agreement  or  In  case  of  any  dispute  arising  out  of  this 
agreement  the  mime  ahull  i.<  i.i.n.-d  to  the  Ix>rd  High  Chancellor  of 
Great  Britain  for  the  time  being,  whose  derlHlon.  whether  on  law  or 
fact,  shall  bo  final.  . 

"and,  Whereas,  It  was  developed  at  said  hearing  that  al- 
though said  International  Mercantile  Marine  Company  is  owned 
practically  In  Its  entirety  by  citizens  of  the  United  States,  yet 
that  certain  contract  and  agreement,  dated  August  1,  1903,  to- 
gether with  certain  agreements  supplementary  thereto  between 
the  parties  above  stated,  is  regarded  by  the  United  States  Ship- 
ping Board  as  inimical  to  and  not  in  harmony  with  the  policy 
of  the  United  States  of  America  with  respect  to  the  develop- 
ment of  its  trade  and  commerce  and  merchant  marine  and  at 
variance  with  both  the  letter  and  the  spirit  of  the  Merchant 
Marine  Act,  1920. 

"Resolved,  That  the  International  Mercantile  Marine  Com- 
pany be,  and  it  is  hereby,  requested  and  directed  by  the  United 
States  Shipping  Board  to  so  amend  the  said  agreement  of  Au- 
gust 1,  1903,  together  with  agreements  supplementary  thereto,  as 
to  exclude  therefrom  any  and  all  vessels  documented  under  the 
laws  of  the  United  States,  to  the  end  that  said  agreement  and 
supplements  thereto  shall  not  be  allowed  to  affect  or  apply  to 
the  ships  operated  by  said  International  Mercantile  Marine  Com- 
pany at  any  time  under  the  flag  of  the  United  States  of  Amer- 
ica; and 

"Be  is  further  Resolved,  That  said  International  Mercan- 
tile Marine  Company  advise  the  United  States  Shipping  Board 
of  its  conclusion  with  respect  to  this  resolution." 


PUBLIC  SALE  AT  HAVANA 

Consul  General  Hurst,  Havana,  Cuba,  cables  under  date  of 
March  2  that  there  are  52  American  vessels  in  Havana  Harbor 
as  compared  with  61  the  previous  week;  16  foreign  vessels  and 
54  American  vessels  cleared  for  American  ports  during  the 
week;  643,700  packages  were  dispatched,  according  to  the  report 
of  customs  authorities,  compared  with  474,000  the  previous 
week.  On  February  28  and  March  1  the  first  public  sale  of 
perishable  goods  was  effected  at  the  government  storage  in  the 
Espada  Cemetery.  Merchants  were  permitted  after  publication 
of  sale  to  withdraw  goods  consigned  to  them  if  so  inclined, 
and  if  sufficient  funds  were  not  available  to  cover  customs 
duties,  or  if  they  were  unable  to  give  proper  guaranties  for 
same,  all  possible  encouragement  was  offered  to  merchants  to 
accept  and  remove  their  merchandise  and  place  it  in  bonded 
warehouses.  Col.  Despaigne,  special  supervisor  of  the  port,  re- 
ports that  since  January  10  approximately  3,000  tons  of  mer- 
chandise have  been  removed  to  the  Espada  storage  and  12,000 
tons  have  been  placed  in  public  and  private  bonded  warehouses. 
During  the  month  of  February  customs  duties  to  the  amount  of 
about  15,000,000  were  collected  at  Havana. 


AMERICAN  TONNAGE  AT  BRITISH  PORTS 
Net  tonnage  of  American  vessels  with  cargoes  entering 
British  ports  amounted  to  2,357,577  tons  hi  1920  as  compared 
with  1,625,498  in  1919  and  724,473  in  1913,  according  to  a  report 
received  by  the  Department  of  Commerce  from  the  American 
consulate  at  London.  The  net  tonnage  of  American  vessels 
clearing  from  British  ports  with  cargoes  amounted  to  1,241.7.7 
tons  in  1920  as  compared  with  609,020  tons  in  1919  and  370,258 
tons  in  1913. 

"It  will  be  observed,"  the  report  stated,  "that  in  vessels 
entered  and  cleared,  American  tonnage  was  more  than  three 
tunes  as  large  in  1920  as  in  1913,  and  that  the  tonnage  thereof 
cleared  with  cargoes  in  1919  and  1920  was  considerably  over 
1,000,000  tons  less  than  the  total  so  entered.  British  clearances 
in  1920  were  more  than  2,000,000  tqns  less  than  the  entrances." 

OIL  BARGES   FOR  SALE 

The  Shipping  Board  has  offered  for  sale,  four  steel  oil 
barges,  the  Nashville,  Old  Hickory,  Hermitage  and  Canby  Fork, 
located  at  New  Orleans.  Bids  will  be  received  up  to  noon 
March  21.  The  barges  were  completed  in  the  summer  of  Hi." 
and  have  a  capacity  of  600,000  gallons  each.  A  certified  check 
for  2%  per  cent  of  the  amount  of  the  bid  in  each  case  must 
accompany  the  bids. 


N.  Y.  C.  A  ST.  L.  BONDS 

The  New  York,  Chicago  &  St.  Louis  has  applied  to  the  Com- 
mission for  authority  to  pledge  $1.036.000  of  its  second  and  im 
provement  mortgage  bonds  from  time  to  time  as  collateral  seritr- 
ity  for  short  term  notes. 
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STATE  CONTROL  OF  RATES 


The  Traffic  World  Washington  Bureau 
Senator  Phipps,  of  Colorado,  submitted  in  the  Senate,  March 
8,  a  resolution  adopted  by  the  Colorado  legislature  relative  to 
state  control  of  rates. 

John  E  Benton,  general  solicitor  of  the  National  Associa- 
tion of  Railway  and  Utilities  Commissioners  sent  the  following 
to  state  commissions  as  to  legislative  resolutions: 

"I  am  advised  by  Hon.  Charles  Webster,  chairman  of  our 
legislative  committee,  that  the  states  of  Minnesota,  Iowa,  North 
Dakota  South  Dakota,  Utah,  and  Nebraska  have  passed  legis- 
lative resolutions  asking  Congress  to  amend  the  transportation 
act  to  make  clear  the  power  of  states  to  regulate  their  own 
rates  I  am  also  today  in  receipt  of  a  copy  of  a  resolution 
passed  by  both  branches  of  the  legislature  of  Colorado  to  1 
same  effect.  This  resolution  stresses  the  fact  that  the  grant  ot 
any  such  power  as  the  Commission  claims  to  exercise  tends 
inevitably  to  a  bureaucratic  system  repugnant  to  the  American 
theory  of  government,  and  compels  the  shippers  of  Colorado 
and  other  states  to  foregjo  relief  on  local  transportation 
problems  or  seek  it  at  Washington  at  great  expense  of  time  and 
money  My  information  is  that  the  passage  of  like  resolutions 
in  other  states  is  probable.  Some  of  the  resolutions  referred 
to  have  already  been  distributed  to  Mr.  Webster." 

Representatives  Sinclair  and  Young,  of  North  Dakota,  have 
received  copies  of  a  memorial  from  the  legislature  of  that  state 
urging  Congress  to  amend  the  transportation  act  to  limit  the 
authority  of  the  Interstate  Commerce  Commission  so  that 
would  be  prevented  from  authorizing  blanket  increases  in  intra- 
state rates.  The  memorial  was  referred  to  the  House  committee 
on  interstate  and  foreign  commerce. 

Oral  argument  in  the  Wisconsin  intrastate  rate  case  was 
expected  to  be  reached  in  the  Supreme  Court  about  the  middle 
of  this  week.  The  case  was  one  of  the  last  assigned  for  oral 
argument  on  February  28,  and  it  was  thought  that  it  would 
be  reached  some  time  last  week,  but  the  arguments  in  cases 
preceding  it  took  up  all  the  time  of  the  court. 

Dismissal  of  the  appeal  of  the  Railroad  Commission  of  Wis- 
consin in  the  Wisconsin  intrastate  passenger  fare  case  was  re- 
quested by  P.  J.  Farrell,  chief  counsel  for  the  Interstate  Com- 
merce Commission,  in  his  brief  filed  in  the  United  States  Su- 
preme Court. 

After  setting  forth  that  the  Commission  acted  in  the  Wiscon- 
sin case  under  the  authority  conferred  on  it  by  sections  13  and 
15-a  of  the  interstate  commerce  act,  Mr.  Farrell  reviewed  the 
contentions  of  the  state  commission  and  the  state  of  Wisconsin 
as  follows: 

"The  appellants'  contentions,  as  we  understand  them,  may 
be  summarized  as  follows:  (1)  The  question  of  whether  rates, 
fares  or  charges  fixed  by  a  state  authority  conflict  with  rates, 
fares  or  charges  fixed  by  a  federal  authority  is  a  question  of  fact 
which  must  be  determined  ultimately  by  the  court;  (2)  in  mak- 
ing the  order  involved  in  this  suit  the  Commission  acted  arbi- 
trarily, in  that  it  undertook  to  control  rates,  fares  and  charges 
which  are  purely  intrastate;  (3)  the  Commission  construed 
erroneously  the  authority  conferred  upon  it  by  the  interstate 
commerce  act  as  amended  by  the  transportation  act,  and  (4) 
in  making  the  order  the  Commission  exercised  authority  which 
Congress  can  not  exercise,  or  confer  upon  the  Commission,  with- 
out violating  the  Constitution  of  the  United  States." 

As  to  the  first  contention,  Mr.  Farrell  said  the  Commission's 
findings  in  the  Wisconsin  case  were  findings  of  fact  and  that  the 
findings  were  administrative  in  character  and  binding  on  all 
parties,  including  the  courts,  in  the  absence  of  a  showing  that 
in  making  them  the  Commission  acted  unlawfully.  In  support 
of  these  conclusions  Mr.  Farrell  cited  Texas  &  Pacific  Railway 
Company  vs.  Interstate  Commerce  Commission,  162  U.  S.  197; 
Proctor  &  Gamble  Company  vs.  United  States,  Interstate  Com- 
merce Commission  et  al.,  225  U.  S.  282,  and  United  States  vs. 
Louisville  &  Nashville  Railroad  Company,  225  U.  S.  314. 

The  Commission  did  not  act  arbitrarily  in  making  the  order 
in  the  Wisconsin  case,  Mr.  Farrell  said  in  reply  to  the  second 
contention.  He  referred  to  the  representatives  of  the  state  com- 
missions sitting  with  the  Commission  during  the  consideration 
of  Ex  Parte  74,  and  said  th&t  in  addition  a  hearing  had  been 
held  in  the  Wisconsin  case  after  the  state  commission  had  acted 
unfavorably  in  the  premises  upon  application  of  the  carriers. 
"Under  the  circumstances,"  said  he,  "we  think  it  can  not 
consistently  be  contended  either  that  the  Commission  acted  arbi- 
trarily, in  fact,  or  that  it  manifested  a  disposition  to  do  so.  How- 
ever, appellants  say  the  Commission's  order  is  not  confined  to 
specific  discriminations,  but  applies  generally  instead  to  all  fares 
and  charges  of  certain  classes  applied  to  intrastate  transporta- 
tion within  the  state  of  Wisconsin,  and  that,  therefore,  the  order 
covers  fares  and  charges  for  transportation  which  is  purely 
intrastate. 

"The  rule  to  be  applied  in  determining  whether  commerce 
is  purely  intrastate  is  clearly  indicated  by  the  decision  of  this 
court  in  Houston,  East  and  West  Texas  Railway  Company  vs. 
United  States,  234  U.  S.  342,  where,  in  speaking  of  the  power 


of  Congress  over  interstate  commerce,  the  language  of  the  court 
was: 

*  «  *  Its  authority,  extending  to  these  interstate  carriers  as  in- 
struments of  interstate  commerce,  necessarily  embraces  the  right  to 
control  their  operations  in  all  matters  having  such  a  close  and  sub- 
stantial relation  to  interstate  traffic  that  the  control  is  essential  or 
appropriate  to  the  security  of  that  traffic,  to  the  efficiency  of  the  in- 
terstate service,  and  to  the  maintenance  of  conditions  under  which 
interstate  commerce  may  be  conducted  upon  fair  terms  and  without 
molestation  or  hindrance.  As  it  is  competent  for  Congress  to  legis- 
late to  these  ends,  unquestionably  it  may  seek  their  attainment  by  re- 
quiring that  the  agencies  of  interstate  commerce  shall  not  be  used 
in  such  manner  as  to  cripple,  retard  or  destroy  it.  The  fact  that  car- 
riers are  instruments  of  intrastate  commerce,  as  well  as  of  interstate 
commerce,  does  not  derogate  from  the  complete  and  paramount  au- 
thority of  Congress  over  the  latter  or  preclude  the  Federal  power 
from  being  exerted  to  prevent  the  intrastate  operations  of  such  car- 
riers from  being  made  a  means  of  injury  to  that  which  has  been  con- 
fided to  Federal  care.  Wherever  the  interstate  and  intrastate  transac- 
tions of  carriers  are  so  related  that  the  government  of  the  one  in- 
volves the  control  of  the  other,  it  is  Congress,  and  not  the  btate, 
that  is  entitled  to  prescribe  the  final  and  dominant  rule,  for  other- 
wise Congress  would  be  denied  the  exercise  of  its  constitutional  au- 
thority and  the  State,  and  not  the  Nation,  would  be  supreme  within 
the  national  field.  •  *  •  (Id.  351-352). 

Mr.  Farrell  said  the  Commission  found  that  all  the  fares 
and  charges  covered  by  the  order  in  the  Wisconsin  case  were  un- 
justly discriminatory  against  interstate  commerce,  and  that  the 
order  was  fully  supported  by  the  findings. 

"We  are  unable  to  see  how,  in  view  of  the  ruling  of  the 
court  above  set  forth,  appellants'  contention  that  the  order  covers 
commerce  which  is  purely  intrastate  can  be  sustained,"  said  he. 
A,  review  was  made  by  Mr.  Farrell  of  the  disparities  between 
the  interstate  and  intrastate  charges  and  the  resulting  losses 
to  the  carriers  and  destruction  of  interstate  commerce. 

As  to  the  third  contention  of  the  appellants,  Mr.  Farrell 
pointed  to  the  sections  of  the  interstate  commerce  act  conferring 
on  the  Commission  the  authority  to  remove  unjust  discrimina- 
tion against  interstate  commerce.  Instead  of  limiting  the  Com- 
mission to  matters  other  than  disparities  .between  intrastate 
rates,  fares  and  charges  on  the  one  hand  and  interstate  rates, 
fares  and  charges  on  the  other  hand,  counsel  said  Congress 
manifested  an  intention  to  leave  the  Commission  entirely  free 
to  consider  and  give  effect  to  any  and  all  evidence  tending  to 
prove  the  existence  of  the  preference,  prejudice  and  discrimina- 
tion forbidden  and  declared  to  be  unlawful  by  paragraph  (4)  of 
section  13  of  the  interstate  commerce  act. 

"Appellants,"  said  Mr.  Farrell,  "contend  that  the  transporta- 
tion act  did  not  'increase  the  pre-existing  jurisdiction  of  the 
Commission  as  to  discrimination,'  but  we  are  unable  to  see  how 
this  contention  can  be  sustained.  As  above  shown,  the  trans- 
portation act  amended  the  interstate  commerce  act  by  forbidding 
and  declaring  to  be  unlawful,  unjust  discrimination  against  inter- 
state or  foreign  commerce,  caused  by  intrastate  rates,  fares, 
charges,  classifications,  regulations,  or  practices,  and  by  requir- 
ing the  Commission  to  prescribe  the  rates,  etc.,  it  might  con- 
sider necessary  to  remove  such  discriminations  of  the  kind  men- 
tioned as  it  might,  after  full  hearing  in  the  premises,  find  in 
existence. 

"In  our  opinion  these  amendmetns  are  significant,  for  the 
reason  that  Congress  had  previously  defined,  to  some  extent,  at 
least,  the  term  'unjust  discrimination,'  as  the  charging,  demand- 
ing, collecting,  or  receiving,  by  a  common  carrier  subject  to  the 
interstate  commerce  act,  from  any  person  or  persons  a  greater 
or  less  compensation  for  services  rendered,  or  to  be  rendered, 
in  the  transportation  of  passengers  or  property,  subject  to  the 
provisions  of  the  act,  than  the  carrier  charges,  demands,  collects, 
or  receives  from  any  other  person  or  persons  for  doing  for  him 
or  them  a  like  and  contemporaneous  service  in  the  transporta- 
tion of  a  like  kind  of  traffic  under  substantially  similar  circum- 
stances and  conditions.  (Section  2,  I.  C.  Act.) 

"Appellants  also  contended  that  the  order  of  the  Commis- 
sion is  invalid  because  said  section  15a  does  not  require  the  Com- 
mission to  base,  and  because  the  Commission  has  not  based,  its 
order  concerning  the  intrastate  fares  and  charges  upon  a  divi- 
sion of  the  value  of  the  railway  property,  that  is,  upon  a  separate 
value  of  the  property  used  by  the  carriers  for  common-carrier 
purposes  which  may  be  regarded  as  used  exclusively  in  intra- 
state commerce.  In  making  this  contention,  however,  we  think 
appellants  overlook  the  fact  that  where  the  interstate  and  intra- 
state transactions  of  carriers  are  'so  related  that  the  government 
of  the  one  involves  the  control  of  the  other,  it  is  Congress,  and 
not  the  State,  that  is  entitled  to  prescribe  the  final  and  dominant 
rule,'  and  further  overlook  the  fact  that  the  dominant  rule  pre- 
scribed by  Congress  in  said  section  15a  requires  the  Commission 
to  initiate,  modify,  establish  or  adjust  rates  so  that  carriers  as 
a  whole  (or  as  a  whole  in  each  of.  such  rates,  groups  or  terri- 
tories as  the  Commission  may  from  time  to  time  designate)  will 
earn  an  aggregate  annual  net  railway  operating  income  equal, 
as  nearly  as  may  be,  to  a  fair  return  upon  the  aggregate  value 
of  the  railway  property  Oi  such  carriers  held  for  and  used  in 
the  service  of  transportation." 

Mr.  Farrell  then  said  he  thought  an  examination  of  the  law 
would  show  that  Congress  did  not  manifest  any  intention  to 
interfere,  or  authorize  the  Commission  to.  interfere  with  rates, 
fares  and  charges  for  the  transportation  of  passengers  or  prop- 
erty in  commerce  which  were  "purely"  intrastate. 

"The  appellants  contend  that  Congress  did  so  interfere,  and 
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«••  understand  this  to  be,  in  substance,  the  only  claim  advanced 
by  them  in  support  of  their  contention  that  the  action  of  Con- 
gress referred  to  is  unconstitutional,"  said  he. 

After  quoting  part  of  the  decision  of  the  Supreme  Court  In 
Houston,  East  and  West  Texas  Railway  Company  vs.  United 
states,  234  U.  S.  342,  commonly  called  the  Shreveport  case.  Mr. 
Farrell  said: 

"We  thus  see  that  the  power  of  Congress  over  Interstate 
and  foreign  commerce  is  full  and  complete;  that  where  it  exists 
It  dominates;  that  it  was  vested  in  Congress  to  secure  uniformity 
nt'  regulation  against  conflicting  and  discriminating  state  legisla- 
tion and  to  protect  the  national  interest  by  securing  the  free- 
dom of  interstate  commercial  intercourse  from  local  control; 
that  such  power  enables  Congress  to  enact  all  appropriate  legis- 
lation for  the  protection  and  development  of  Interstate  and  for- 
eign commerce;  that  this  power  necessarily  embraces  the  right 
to  control  the  operations  of  interstate  carriers  in  all  matters 
having  such  a  close  and  substantial  relation  to  interstate  traffic 
that  the  control  is  essential  or  appropriate  to  the  security  of 
that  traffic,  to  the  efficiency  of  the  interstate  service,  and  to  the 
maintenance  of  conditions  under  which  interstate  commerce 
may  be  conducted  upon  fair  terms  and  without  molestation  or 
hindrance,  and  that,  wherever  the  interstate  and  intrastate 
transactions  of  carriers  are  so  related  that  the  government  of 
the  one  involves  the  control  of  the  other,  It  is  Congress,  and 
not  the  state,  that  is  entitled  to  prescribe  the  final  and  domi- 
nant rule. 

"That  the  constitutional  power  of  Congress  over  interstate 
and  foreign  commerce,  as  that  power  is  defined  in  the  above- 
mentioned  decisions,  and  in  a  large  number  of  other  decisions, 
of  this  court,  which  might  be  referred  to,  was  not  exceeded  in 
enacting  the  provisions  of  law  here  involved  Is  so  clearly  ap- 
parent, when  the  definitions  are  compared  with  the  powers  ex- 
ercised, that,  in  our  opinion,  further  argument  in  this  connec- 
tion is  unnecessary. 

"In  paragraph  (4)  of  section  13  of  the  interstate  commerce 
act,  above  quoted,  it  will  be  seen  that  all  Congress  did  was  to 
authorize  the  Interstate  Commerce  Commission  to  make  orders 
which  would  remove  and  prevent  any  undue  or  unreasonable  ad- 
vantage, preference,  or  prejudice  as  between  persons  or  localities 
in  intrastate  commerce  on  the  one  hand  and  interstate  or  foreign 
commerce  on  the  other  hand,  and  any  undue,  unreasonable,  or 
unjust  discrimination  against  interstate  or  foreign  commerce; 
and  that  by  paragraphs  (2)  and  (3)  of  section  15a  Congress 
simply  authorized  and  required  the  Commission  to  Initiate, 
modify,  establish  and  adjust  rates  so  that  carriers  as  a  whole, 
or  as  a  whole  in  each  rate  group  or  territory  which  the  Com- 
mission may  from  time  to  time  designate,  may  earn  an  aggre- 
gate annual  net  railway  operating  income  equal,  as  nearly  as 
may  be,  to  a  fair  return  upon  the  aggregate  value  of  the  rail- 
way property  of  such  carriers  held  for  and  used  in  the  service 
of  transportation. 

"It  is  true,  that  by  said  paragraph  (3)  Congress  fixed,  for 
two  years,  beginning  March  1,  1920,  the  annual  net  railway 
operating  income  at  5%  per  centum  of  said  aggregate  value,  ex- 
cept that  it  authorized  the  Commission,  in  its  discretion,  to  in- 
crease said  percentage  to  6.  In  this  connection,  however,  we  do 
not  apprehend  that  an  effort  will  be  made  by  the  appellants 
to  show  that  this  action  of  Congress  is  in  excess  of  its  consti- 
tutional power. 

"At  the  time  matters  covered  by  the  transportation  act  were 
being  discussed,  Congress  was  confronted  with  the  necessity  of 
preserving  and  strengthening  the  Interstate  common  carriers 
of  the  country,  and  making  them  efficient  and  serviceable 
agencies  for  the  transportation  of  interstate  and  foreign  com- 
merce, and  also  for  the  transportation  of  intrastate  commerce. 
Under  these  circumstances  we  think  it  is  obvious  that  the  most 
important  matter  presented  for  consideration  was  the  means  by 
which  the  necessary  railway  operating  revenues  might  be. 
secured.  After  several  months  of  discussion,  deliberation  and 
reflection,  Congress  perfected  and  put  into  operation  the  plan 
now  under  consideration,  and  our  understanding  of  a  large  num- 
ber of  decisions  heretofore  rendered  by  this  court  convinces  us 
that,  in  taking  this  action,  Congress  did  not  exceed  its  power 
under  the  Constitution  of  the  United  States.  In  McCulloch  vs. 
Maryland,  4  Wheat.  316,  pertinent  language  of  the  court  was  as 
follows: 

•  *  *  Let  the  end  be  legitimate,  let  It  be  within  the  scope  of  the 
constitution,  and  all  means  which  are  appropriate,  which  are  plainly 
adapted  to  that  end.  which  are  not  prohibited,  but  consist  with  the 
letter  and  spirit  of  the  constitution,  are  constitutional.  (Id.  420). 

"For  the  reasons  above  set  forth  we  insist  that  the  appeal 
in  this  suit  should  be  dismissed." 

Oral  argument  in  the  Wisconsin  case  was  to  be  made  by  A. 
P.  Thorn  and  Bruce  Scott  for  the  carriers;  John  E.  Benton,  ap- 
pearing for  the  states;  M.  B.  Olbrich,  special  counsel  for  the 
state  of  Wisconsin,  and  Mr.  Farrell  for  the  Commission.  The 
court  had  originally  denied  motions  of  Mr.  Benton  and  the  Com- 
mission for  permission  to  make  oral  argument,  but  on  recon- 
sideration ruled  that  the  states  could  have  one  representative 
and  the  Commission  one  representative.  It  was  expected  that 
the  argument  would  occupy  at  least  six  hours. 


RAILROAD  LABOR  DEVELOPMENTS 

At  a  meeting  held  in  New  York,  March  4,  the  Association 
of  Railway  Executives  decided  to  abolish  Its  labor  commission. 
This  action  was  taken  at  the  suggestion  of  the  commlimlon  It- 
self, on  the  ground  that  Its  further  existence  would  be  an  Invi- 
tation to  labor  to  seek  national  agreements  and  conferences 
which,  according  to  the  association,  should  be  carried  on  be- 
tween each  road  and  Its  employes.  In  a  statement.  Issued  after 
the  close  of  the  meeting,  Thomas  DeWItt  Cuyler,  chairman  of 
the  association,  said: 

"The  commission  has  now  substantially  performed  Its  work 
and  its  further  maintenance  is  a  constant  invitation  to  seek  a 
national  and  uniform  settlement  of  labor  matters,  which  ought 
to  be  settled  between  each  carrier  and  its  own  employes.  Many 
of  these  settlements  should  differ  on  different  railroads  and  in 
different  parts  of  the  country. 

"The  railroads  have  declined  to  enter  Into  national  boards 
of  adjustment.  The  question  of  continuing  the  national  agree- 
ment rules,  and  working  conditions,  It  Is  hoped,  will  soon  be 
settled  by  the  United  States  Railroad  Labor  Board.  The  vari- 
ous carriers  are  now  proceeding,  each  in  accordance  with  their 
local  conditions  and  best  judgment,  on  the  matter  of  readjusting 
the  wages  of  common  labor." 

It  was  also  announced  that  a  committee  on  accounts  and 
statistics  had  been  appointed  and  that  two  new  commissions, 
one  on  routing  of  competitive  traffic  and  one  on  facilities  and 
operation,  to  represent  the  railroads  under  the  uniform  express 
contract,  are  to  be  named. 

According  to  dispatches  from  Atlanta,  Ga.,  approximately 
1,500  men  have  responded  to  the  strike  call  on  the  Atlanta. 
Birmingham  and  Atlantic  Railroad,  which  was  issued,  according 
to  union  officials,  to  force  the  road  to  obey  the  law.  The  A.  B. 
&  A.  had  been  ordered  by  the  Labor  Board  to  rescind  the  wage 
cuts  recently  ordered,  but  the  district  court  of  Georgia  ruled 
that  the  cuts  could  not  be  affected  before  the  hearing,  set  for 
March  26.  B.  L.  Bugg,  former  president  and  at  present  receiver 
for  the  road,  announced,  March  6,  that  arrangements  were  being 
made  to  employ  new  men  to  take  the  place  of  the  striking  em- 
ployes. Every  train  on  the  system  is  idle  at  present. 

While  the  Labor  Board  continues  to  watch  the  strike  with 
interest,  no  official  action  has  as  yet  been  taken  by  that  body. 
This  Is  the  first  time  the  Issue  of  whether  a  federal  court  can 
override  a  ruling  of  the  board  has  arisen.  Meanwhile,  B.  M. 
Jewell,  president  of  the  railway  employes  section  of  the  A.  P. 
of  L.,  has  issued  a  statement  saying  that  the  dispute  "is  pure 
local  and  can  have  no  bearing  on  the  roads  generally." 

The  United  States  board  of  mediation  has  offered  its  serv- 
ices in  the  matter,  and  members  of  that  body  were  expected  in 
Macon,  March  8,  to  begin  negotiations. 

Mr.  Jewell  addressed  a  letter  to  the  Labor  Board,  March  5, 
in  which  he  requested  that  subpoenas  be  issued  to  the  members 
of  the  recently  dissolved  labor  subcommittee  of  the  Association 
of  Railway  Executives.  He  said  that  he  thought  they  ought  to 
be  present,  March  10,  when  he,  Jewell,  was  scheduled  to  appear 
before  the  board  in  its  hearing  on  rules  and  regulations. 

In  a  decision  handed  down  March  7  by  the  United  States 
Railroad  Labor  Board,  the  Erie  Railroad  Company  is  adjudged 
as  having  violated  decision  Number  2  of  the  board  in  six  re- 
spects. The  matter  was  brought  before  the  board  January  31, 
when  the  United  Brotherhood  of  Maintenance  of  Way  Employes 
and  Railway  Shop  Laborers  and  the  American  Train  Dispatchers' 
Association  complained  that  the  Erie  had  issued  orders  cutting 
the  wages  of  unskilled  labor  on  an  average  of  27  per  cent, 
deducting  one  day's  pay  from  the  monthly  wages  of  each  of  the 
employes  working  on  a  monthly  basis,  and  providing  for  a  seven- 
day  week  for  train  dispatchers. 

The  board  issued  a  resolution,  February  12,  setting  Feb- 
ruary 23  as  date  for  hearing  on  the  question  and  suggesting 
further  conferences  between  the  parties  in  dispute.  Meanwhile, 
the  order  read,  no  changes  in  present  wages  and  working  rules 
should  be  made.  The  board  in  its  decision  alleges  that  the 
Erie  failed  to  heed  the  latter  part  of  the  resolution.  At  the 
hearings  the  Erie  took  the  position  that  though  the  wages  set 
in  decision  No.  2  might  have  been  just  and  reasonable  at  the 
time  the  decision  was  rendered,  July  20,  1920,  they  were  no 
longer  so  and  that  the  Labor  Board  was  without  power  to  set 
wages  for  an  indefinite  time.  The  road  contended  that  certain 
conditions  on  which  the  board  had  predicated  Its  findings  had 
changed  materially  and  that  therefore  the  road  was  justified 
in  Ignoring  this  decision  to  a  certain  extent. 

The  board,  in  its  opinion,  states  that  no  road  has  the  right 
to  change  the  wages  of  its  employes  solely  because  of  financial 
necessity. 

It  is  the  Judgment  of  the  board  "that  no  carrier  may,  with- 
out violating  the  spirit  and  letter  of  decision  No.  2,  in  case  its 
revenue  for  any  month  should  be  estimated  to  be  insufficient 
to  meet  its  expenses  for  labor  and  material  for  that  month, 
arbitrarily  appropriate  to  Itself  wages  due  Its  employes  In  such 
amount  as  to  make  expenses  for  labor  and  material  equal  or 
exceed  revenues  for  that  month. 

"It  is  the  opinion  of  this  board  that  the  action  of  the  Erie 
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Railroad  Company  is  not  even  consistent  with  the  legal  theory 
advanced  by  its  counsel." 

The  board  also  calls  attention  to  the  fact  that  the  Erie 
seems  to  have  Ignored  Its  frequent  decisions  regarding  the  ne- 
cessity for  conference  between  parties  in  dispute. 

"It  was  also  suggsted  by  the  counsel  for  the  company  that 
Title  III  imposed  no  duty  on  officers  of  carriers  to  confer  with 
representatives  of  organizations  of  employes.  This  suggestion 
is  contrary  to  the  plain  meaning  of  the  requirement  of  section 
301  that  all  available  and  reasonable  means  and  efforts  must 
be  adopted  and  exerted  to  avoid  interruptions  to  operation  grow- 
ing out  of  any  dispute  between  carriers  and  their  employes.  All 
such  disputes  are  to  be  considered  and,  if  possible,  decided  in 
conference  between  representatives  designated  and  authorized 
so  to  confer  by  the  carriers  and  employes  directly  interested  in 
the  dispute.  The  evidence  shows  that  the  representatives  of 
the  employes  directly  interested  so  designated  and  authorized 
were  the  designated  officers  of  the  complaining  organizations. 
It  was  clearly  the  legal  duty  of  the  carrier's  designated  officers, 
to  confer  with  such  designated  officials  of  these  organizations. 
This  duty  was  admitted  by  the  general  manager  of  the  carrier, 
but  as  to  the  complaining  organizations  it  was  not  performed." 

The  decision  makes  clear  that  the  proceedings  were  not  "to 
determine  what  wages  are  now  just  and  reasonable.  ...  It 
is  to  determine  whether  or  not  there  has  been  a  violation  of 
decision  No.  2." 

Julius  G.  Luehrsen,  president  of  the  American  Train  Dis- 
patchers' Association,  concluded  his  argument  before  the  Labor 
Board  at  the  hearing  on  rules  and  regulations  March  7.  He 
said  the  members  of  his  organization  were  not  satisfied  with 
the  rules  governing  train  dispatchers  and  that  if  the  national 
agreements  were  affirmed  by  the  board  they  would  like  certain 
changes,  among  which  were  an  adjustment  of  the  hours  and 
working  conditions  of  chief  and  assistant  chief  dispatchers.  A 
chief  dispatcher,  he  pointed  out,  is  paid  $301.52  for  12  hours' 
work,  usually  at  night,  while  an  ordinary  dispatcher,  without 
supervising  responsibilities,  gets  $251.52  and  works  only  8  hours 
a  day.  For  these  reasons,  Mr.  Luehrsen  said,  experienced  and 
older  men  often  decline  promotion  to  chief  and  assistant  chief 
dispatcher. 

Daniel  W.  Helt,  president  of  the  Brotherhood  of  Railway 
Signalmen  of  America,  appeared  before  the  board  March  8  and 
contradicted  the  statement  by  the  roads  that  all  they  were  seek- 
ing was  permission  to  negotiate  their  own  agreements.  Mr. 
Helt  said  there  was  nothing  in  the  national  agreements  to  pre- 
vent roads  from  negotiating  with  their  own  employes,  and 
pointed  out  that  the  agreements  under  which  the  New  York, 
New  Haven  &  Hartford  road  and  its  men  have  been  working 
since  March  1,  1920,  were  arrived  at  in  conferences  and  have 
superseded  the  national  agreements.  The  form  of  arbitration 
recently  adopted  by  the  Pennsylvania  System  was  another  ex- 
ample of  this  kind,  he  said,  and  he  concluded  by  charging  that 
"the  railroads  have  not  asked  for  what  they  really  want.  The 
condition  they  desire  is  one  where  there  will  be  no  agreement 
at  all  and  where  they  will  not  have  to  negotiate  any  agreements." 

Mr.  Helt  declared  that  the  operation  of  the  punitive  over- 
time rules,  against  which  the  roads'  complaint  is  particularly 
bitter,  had,  in  fact,  saved  the  roads  millions  of  dollars  through 
greater  efficiency  in  the  signal  departments.  "The  salient  fea- 
tures of  the  signalmen's  national  agreement  must  be  retained 
for  the  safety  of  the  public  and  the  welfare  of  the  railroads  and 
their  employes." 

Reports  from  New  York  are  that  no  agreement  was  reached 
at  the  conference  between  road  officials  and  representatives  of 
common  labor,  March  8.  The  conference  was  called  to  discuss 
proposed  cuts  of  from  13  to  20  cents  an  hour,  effective  April  1. 
It  has  been  announced  that  the  conference  will  be  continued  on 
March  22. 

The  board  of  directors  of  the  Pennsylvania  lines,  after  a 
meeting  in  New  York,  March  9,  announced  the  adoption  of  a 
resolution  providing  for  wage  reductions  in  practically  all  the 
lines  of  labor  on  its  roads.  The  wage  cut,  the  resolution  says, 
is  to  be  accomplished  in  strict  accordance  with  the  transporta- 
tion act  and  the  recent  decisions  of  the  Labor  Board.  This 
determination  is  reflected  in  the  order  to  executives  "to  give,  as 
promptly  as  possible,  proper  notice  that  it  is  the  intention  of 
the  company  to  reduce  salaries  and  wages  of  officers  and  em- 
ployes," and  to  arrange  for  the  conferences  necessary  before 
the  matter  can  be  legally  brought  before  the  board.  In  calling 
for  the  cut,  the  resolution  pleads  the  depleted  revenue  of  the 
road,  present  economic  conditions,  and  the  fact  that  70  per  cent 
of  the  operating  earnings  of  the  road  in  February  were  absorbed 
by  charges  for  labor. 

Announcement  was  made  at  the  Railroad  Labor  Board  offi- 
ces, March  9,  that  the  appearance  of  B.  M.  Jewell,  president 
of  the  railway  employes'  section  of  the  A.  F.  of  L.,  which  had 
been  scheduled  to  take  place  before  that  board  in  its  hearing 
on  rules  and  regulations  March  10,  had  been  postponed  to  March 
14.  The  reason  given  was  that  it  had  been  decided  to  com- 
plete the  testimony  of  the  independent  unions  before  taking  up 
that  of  the  American  Federation  of  Labor. 

J.   C.   Smock,  vice-president  of  the  United  Brotherhood  of 


Maintenance  of  Way  Employes  and  Railway  Shop  Laborers, 
testified,  March  9,  repeating  the  assertions  of  other  labor  lead- 
ers that  the  railroads  are  seeking  to  destroy  the  labor  unions. 
He  charged  that  the  roads  have  been  importing  numbers  of 
Mexicans  to  lower  labor  costs,  and  asserted  that  the  railroads 
have  adopted  "a  policy  of  delay  and  annoyance  in  these  pro- 
ceedings." 

W.  V.  O'Neill,  president  of  the  International  Association  of 
Railroad  Supervisors  of  Mechanics,  began  his  testimony  March  9. 

The  effort  on  the  part  of  the  carriers  to  reduce  the  wages 
of  workers  gained  considerable  impetus,  March  10,  by  simulta- 
neous announcements  from  five  western  roads  that  conferences 
between  their  executives  and  representatives  of  their  unskilled 
laborers  had  been  called.  The  roads  that  are  seeking  confer- 
ences, to  comply  with  the  provisions  of  the  transportation  act 
and  various  decisions  of  the  Labor  Board,  are  the  Santa  Fe, 
the  Chicago,  Milwaukee  &  St.  Paul,  Chicago  Great  Western, 
Chicago,  Rock  Island  &  Pacific  and  the  Chicago  &  North  West- 
ern. Of  these  lines  two  have  set  dates  for  conferences — the 
North  Western  on  March  18  and  the  Rock  Island  on  March  21. 
March  18  is  also  the  date  set  for  conference  between  the  officers 
and  unskilled  workers  of  the  Missouri  Pacific,  but  the  Missouri, 
Kansas  &  Texas  has  not  as  yet  set  a  date  for  the  proposed  con- 
ference on  unskilled  laborers'  wage  reductions  scheduled  to  go 
into  effect  April  10. 

The  situation  in  the  East  is  somewhat  different,  in  so  far 
as  the  wage  cuts  proposed  by  the  Pennsylvania  and  the  New 
York  Central  embrace  every  class  of  railroad  work  from  the 
executive  officers  down  to  the  track  laborers.  Arrangements 
for  conferences  on  the  Pennsylvania  have  been  left  to  the  re- 
gional executives.  The  New  York  Central,  following  its  unsuc- 
cessful conference  with  representatives  of  unskilled  labor  March 
8,  continuance  of  which  has  been  announced  for  March  22, 
made  known  March  10  its  decision  to  follow  the  example  of  the 
Pennsylvania  to  cut  not  only  the  wages  of  unskilled  labor,  but 
all  salaries  and  wages,  coincident  to  the  abolition  of  the  office 
of  general  superintendent  and  the  reorganization  of  its  oper- 
ating forces.  From  Boston  comes  the  report  that  the  New  York, 
New  Haven  &  Hartford  has  called  for  a  conference  of  unskilled 
labor  to  consider  a  cut  amounting  to  40  per  cent. 


PALM   KERNEL,   COCOANUT  AND   PEA- 
NUT MEAL 

Hearing  on  Docket  No.  12077,  American  Milling  Co.  vs.  Di- 
rector-General, Peoria  &  Pekin  Union  Railway  et  al.,  was  held 
before  Examiners  Mackley  and  de  Quevedo  in  Chicago,  March 
10.  Joseph  F.  Hobin,  traffic  manager  for  the  milling  company, 
was  placed  on  the  stand  by  Attorney  C.  R.  Hillyer,  and  stated 
that  the  cause  for  complaint  was  the  fact  that  a  rate  of  22  cents, 
the  full  sixth  class  rate,  had  been  assessed  on  43  cars  of  cocoa- 
nut,  palm  kernel  and  peanut  meal,  shipped  from  Peoria,  111.,  to 
Owensboro,  Ky.,  in  the  first  three  months  of  1919.  He  said  the 
rate  should  have  been  the  same  as  that  on  cottonseed  meal 
and  grain  by-products — namely,  13  cents,  a  rate  subsequently 
established.  He  said  the  Commission  had,  in  numerous  cases, 
held  that  the  by-products  rate  was  the  proper  one  to  apply  to 
these  meals,  citing  in  particular  I.  C.  C.  154,  the  Southport  Mills 
case,  which  has  recently  been  reopened  by  the  Commission. 
He  said  that  the  13-cent  rate  on  the  meal  in  question  had  been 
made  effective  by  tariffs  published  in  April,  1919,  whereas  the 
freight  rate  authority  on  which  it  was  based  was  published  by 
the  Director-General  in  November,  1918.  If,  he  said,  the  tariffs 
had  been  published  promptly,  the  goods  would  have  moved  at 
the  lower  rate. 

R.  M.  Gililland,  traffic  assistant  for  the  Railroad  Adminis- 
tration, was  placed  on  the  stand  and  questioned  by  Royal  Me- 
Kenna,  who  handled  the  case  for  the  Director-General.  He  said 
the  cars  involved  had  moved  because  the  American  Milling 
Company's  plant  at  Peoria  had  burned  and  could  not  use  the 
meal,  which  had  originally  been  purchased  for  manufacture 
into  stock  food  at  that  plant.  Therefore,  it  was  shipped  to 
Owensboro,  and  there  was  no  reason  to  believe  that  there  would 
ever  be  a  Tegular  movement  between  the  two  points.  Pressed 
by  the  examiner,  he  said  that  the  13-cent  rate  had  been  pub- 
lished in  April,  1919,  to  remove  possible  discrimination.  He  also 
pointed  out  that  various  analogous  commodities  such  as  peanut 
chaff  and  hulls,  clover  meal,  and  bean  meal  all  moved  under 
class  rates.  Brief  date  was  set  for  April  11. 


W.  B.  &  S.  NOTES 

The  Commission  has  authorized  the  Wilmington,  Brunswick 
&  Southern  to  issue  promissory  notes  in  the  aggregate  amount 
of  $81,000  in  renewal  of  its  promissory  notes  of  like  aggregate 
amount  now  due  or  about  to  become  due.  The  original  notes 
represent  cash  loans  obtained  several  years  ago  by  the  company 
for  application  on  the  cost  of  material,  equipment,  land  and  the 
construction  of  station  buildings  and  docks. 


1^.   1U1M 


THE    TRAFFIC     WORLD 


561 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digest!  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF    COMMON    CARRIERS 

Freight    Rate    for    Transportation    of   Whisky    Contrary    to    Law 

Cannot  Be   Recovered  by  Carrier: 

(Court  of  Appeals  of  Georgia,  Division  No.  2.)  A  carrier 
violating  the  act  of  Congress  (U.  S.  Comp.  St.  8739),  which  pro- 
hibits the  transportation  of  spirituous  or  intoxicating  liquor 
from  one  state  to  another  state  when  the  law  of  the  latter  state 
makes  it  penal  to  sell  or  possess  such  liquor  cannot  collect  any 
freight  charge  for  the  transportation;  and  this  is  true  although 
the  carrier,  when  receiving  and  transporting  the  shipment,  was 
wholly  ignorant  of  the  fact  that  it  was  intoxicating  or  spirituous 
liquor.— demons  et  al.  vs.  Payne,  Director-General,  105  S.  E. 
Kept.  623. 
Carrier  Can  Recover  Rate  on  Goods  Which  Whisky  Shipment 

Purported   to    Be: 

Where  packages  containing  whisky  and  marked  and  de- 
scribed as  "roofing  pitch"  are  delivered  by  consignor  in  Ohio 
and  Kentucky  to  a  carrier  to  be  transported  to  named  consignees 
in  Georgia,  and  their  real  character  is  fully  concealed  from  the 
carrier,  and  they  are  received  and  transported  by  the  carrier 
without  knowledge  of  their  contents  and  without  any  circum- 
stance that  would  put  the  carrier  on  notice  or  inquiry  as  to  their 
real  character,  the  right  to  sue  for  and  recover  the  rate  of  freight 
for  roofing  pitch  would  arise. — Ibid. 
Suit  for  Freight  Properly  Brought  by  Director-General  Against 

Parties  Procuring  Transportation: 

When  the  carrier  in  question  was  at  the  time  of  the  ship- 
ment operated  by  the  United  States  government  through  an 
officer  called  "Director-General  of  Railroads,"  suits  for  the 
freight  were  properly  brought  in  the  name  of  that  official  against 
the  party  or  parties,  whether  consignor  or  consignee,  or  both, 
who  procured  the  transportation  to  be  made. — Ibid. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF   OR   INJURY  TO  GOODS 

Bill  of  Lading  Provision  that  Carrier  Shall  Have  Benefit  of  Insur- 
ance on  Lost  or  Damaged  Property  Valid: 
(Supreme  Court  of  Mississippi,  Division  B.)  A  provision  in 
a  bill  of  lading  that  the  carrier  liable  on  account  of  loss  of  or 
damage  to  property  shall  have  the  full  benefit  of  any  Insurance 
that  may  have  been  effected  upon,  on  or  account  of  said  property 
Is  valid,  in  the  absence  of  fraud,  or  of  any  contract  to  the  con- 
trary with  the  insurer,  and  entitles  the  carrier  to  a  deduction 
for  insurance  paid  the  shipper.— Yazoo  &  M.  V.  R.  Co.  vs.  Blum, 
86  Sou.  Rept.  805. 

In  a  suit  against  a  carrier  for  the  value  of  goods  lost  in 
transit  when  the  fact  that  the  shipper  had  collected  insurance 
for  the  loss  of  the  goods  is  disclosed  for  the  first  time  on  the 
cross-examination  of  the  last  witness  who  testified  in  the  case, 
the  carrier  should  be  permitted  to  then  plead  the  provision  of 
the  bill  of  lading  that,  in  the  event  of  the  loss  of  the  goods,  the 
carrier  shall  have  the  benefit  of  any  insurance  effected  on  the 
goods.—  Ibid. 
Carrier  Can  Limit  Liability  for  Baggage  by  Filing  Schedules: 

(Supreme  Court,  Appellate  Div.,  First  Dept.)  Though  Pub- 
lic Service  Commissions  Law,  38,  making  a  carrier  liable  for  the 
full  value  of  baggage,  but  requiring  the  excess  of  $150  to  be 
stated  to  the  carrier,  who  may  make  a  reasonable  charge  for 
the  assumption  of  excess  liability,  does  not  of  itself  limit  the 
carrier's  liability  to  $150,  where  the  value  was  not  stated,  a 
limitation  by  carrier's  rule,  ftled  with  its  schedules  as  provided 
by  section  28  of  that  law,  is  valid,  and  limits  the  carrier's  lia- 
bility without  a  voluntary  assent  of  the  shipper.— Levett  vs.  Dra- 
per, 185  New  York  Supp.  891. 

Schedule   Gives    Notice  of   Limitation   of   Liability  Therein   Con- 
tained: 

The  filing  by  a  transfer  company  of  its  schedules  of  rates 
s   notice  of   the   limitation   of  liability  therein   contained  to 
1  for  each  piece  of  baggage,  unless  a  greater  value  is  stated 
by  the  owner  and  an  increased  rate  paid  therefor. — Ibid. 


Shipper  Having  General  Knowledge  of  Limitation  of  Liability  li 

Put  on   Inquiry: 

An  owner  of  a  trunk,  who  admitted  ahe  had  a  general  knowl- 
edge that  transfer  companies  limited  their  liability  for  lorn  of 
trunks  intrusted  to  them,  is  put  on  Inquiry  to  ascertain  the  par- 
ticular limitation  of  liability  before  delivering  the  trunk  to  iuch 
company,  and  cannot  rely  on  the  omission  of  the  company  to 
inquire  the  value  of  the  trunk  as  a  waiver  of  Us  limitation  of 
liability.— Ibid. 
Agent  of  Carrier  Cannot  Waive  Limitation  of  Liability: 

An  agent  of  a  transfer  company  han  no  authority  to  waive 
the  limitation  of  the  company's  liability  for  loss  of  a  trunk  to 
$150,  unless  a  greater  value  Is  stated,  which  limitation  was  Im- 
posed by  the  company  In  its  schedule  of  rates  filed  with  the 
public  service  commission. — Ibid. 
Failure  of  Agent  of  Carrier  to  Ask  Value  Is  Not  "Waiver"  of 

Limitation  of  Liability: 

"Waiver"  Is  the  voluntary  rellnquishment  of  a  known  right, 
though  the  expression  is  sometimes  applied  In  cases  where  there 
is  not  such  voluntary  reltnquishment,  and  where  the  decision 
is  really  based  on  estoppel;  and,  therefore,  the  failure  of  a 
transfer  company  to  Inquire  as  to  the  value  of  the  trunk  deliv- 
ered to  It  for  transportation  does  not  waive  Its  limitation  of 
liability,  since  it  manifests  no  intention  to  relinquish  such  limi- 
tation.—Ibid. 
Carrier's  Claim  of  Lower  Limitation  of  Liability  Doe*  Not  Waive 

Statutory  Limitations 

A  statement  on  a  receipt  given  by  a  transfer  company  for  a 
trunk  delivered  to  it  for  transportation  that  its  liability  for  loss 
was  limited  to  $100,  unless  a  greater  value  was  stated,  does  not 
waive  the  transfer  company's  right  to  limit  its  liability  to  $150, 
as  permitted  by  Public  Service  Commissions  Law,  38.— Ibid. 
Posting  of  Notice  of  Filing  of  Schedules: 

Where  a  transfer  company  had  posted  notice  of  the  filing 
of  its  schedules  In  two  offices  on  the  main  floor  of  the  railroad 
station  where  its  business  was  transacted,  it  can  rely  on  a  limi- 
tation of  liability  In  such  schedules,  under  Public  Service  Com- 
missions Law,  28,  requiring  two  notices  to  be  exhibited  in  the 
office  where  the  regular  business  was  transacted,  though  the 
transfer  company  also  had  a  movable  desk  on  the  mezzanine 
floor  of  the  station,  to  which  passengers  first  came  in  leaving 
the  trains,  at  which  desk  no  notice  was  posted. — Ibid. 

CARRIAGE  OF  LIVE  STOCK 

Carrier  Not  Liable  for  Bad  Condition  of  Live  Stock  Unless  Neg- 
ligent: 

(Kansas  City  Court  of  Appeals,  Missouri.)  A  carrier  is  not 
liable  for  the  bad  condition  of  live  stock  at  the  end  of  a  journey, 
unless  it  is  the  result  of  negligence,  so  the  carrier  is  not  liable 
for  injury  incidental  to  a  long  trip  in  cold  weather. — Jordan  vs. 
Chicago,  B.  &  Q.  R.  Co.,  226  S.  W.  Rept.  1023. 

In  an  action  for  damages  for  injury  to  shipment  of  horses, 
evidence  held  sufficient  to  carry  to  the  jury  the  question  of 
negligent  delay. — Ibid. 
Interest   Not  Allowable   in   Action   Sounded   in  Tort: 

Where  an  action  for  injuries  to  a  shipment  of  horses  sounded 
in  tort  and  not  in  contract,  and  there  was  no  conversion  so  as 
to  bring  the  case  within  Rev.  St.  1909,  5430,  and  nothing  to  bring 
it  within  section  7179  or  any  of  the  sections  relating  to  interest, 
interest  on  the  amount  of  damages  awarded  cannot  be  allowed 
from  time  the  cause  of  action  accrued. — Ibid. 

Where  instructions  erroneously  allowed  interest  in  an  action 
against  a  carrier  sounding  In  tort,  the  error  cannot  be  cured 
by  remittitur,  where  the  jury  first  rendered  a  verdict  of  $360 
with  interest,  and  on  the  court's  refusal  to  receive  it  brought 
in  a  verdict  for  $620,  for  those  facts  do  not  authorize  an  inter- 
pretation that  the  amount  of  last  verdict  included  damages  at 
$360  and  interest  thereon  from  the  date  of  the  accrual  of  cause 
of  action.— Ibid. 
Notice  of  Initial  Carrier  of  Injury  to  Shipment  in  the  Hands  of 

Connecting  Carrier  Unnecessary: 

Where  a  contract  for  an  interstate  shipment  of  live  stock 
provided  that  the  initial  carrier  should  not  be  liable  for  loss  or 
damage  after  delivery  to  connecting  carrier,  the  initial  carrier, 
which  was  liable  under  the  interstate  commerce  act  for  Injuries 
to  the  animals  while  in  the  hands  of  connecting  carrier,  Is  not 
entitled  to  notice  thereof,  the  contract  requiring  notice  of  injury 
occurring  on  the  line  of  the  initial  carrier  to  he  given  to  it  as 
a  condition  precedent  to  liability,  and  makng  the  same  require- 
ment in  case  of  injury  to  the  shipment  while  in  the  bands  of 
connecting  carrier. — Ibid. 
Limitation  of  Actions: 

Where  the  original  petition  in  action  against  a  carrier  relied 
solely  on  negligent  delay  of  a  shipment  of  horses,  a  new  cause 
of  action,  based  on  negligent  handling  introduced  in  an  amended 
petition  filed  nine  years  later,  is  barred  by  limitations.— Ibid. 

In  an  action  for  injury  to  a  shipment  of  horses  where  a 
new  cause  of  action  based  on  negligent  handling  was  barred  by 
limitations  and  the  answer  set  up  such  defense  to  the  amended 
petition  which  might  be  construed  as  pleading  negligent  handling 
as  well  as  delay,  an  instruction  that  if  defendant  received  the 
shipment  in  good  condition.  It  was  bound  to  use  reasonable 
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diligence  to  transport  the  shipment  in  a  good  condition,  consid- 
ering the  distance  to  be  traveled,  and  that  if  defendant  neg- 
ligently failed  so  to  do  It  was  liable,  taken  in  connection  with 
other  instructions  that  the  carrier  was  liable  for  failure  to  use 
reasonable  diligence  to  transport  and  deliver  the  animals  within 
a  reasonable  time  and  in  good  condition  was  erroneous,  and 
necessitated  reversal,  for  the  instructions  did  not  limit  the  jury 
to  the  question  of  negligent  delay. — Ibid. 


TIME  FOR  FILING  CLAIMS 

A.  F.  Cleveland,  attorney  for  the  C.  &  N.  W.,  takes  the  posi- 
tion that  the  paragraph  of  the  transportation  act  which  provides 
for  the  elimination  of  the  period  of  federal  control  in  figuring 
the  two-year  limitation  for  the  filing  of  claims  is  unconstitu- 
tional. "The  transportation  act  cannot  revive  a  cause  of  action 
already  expired,"  said  Mr.  Cleveland  at  the  hearing  on  Docket 
No.  12128,  Armour  &  Co.  vs.  C.  &  N.  W.  et  al.,  held  in  Chicago, 
before  Examiners  Mackley  and  de  Quevedo,  March  8. 

The  case  Involves  reparation  of  $15.10  on  one  car  of  con- 
densed- milk  shipped  from  Denmark,  Wis.,  to  Bangor,  Me.,  May 
21,  1917.  Complaint  was  made  June  24,  1921,  for  the  purpose 
of  testing  the  paragraph  in  the  transportation  act  to  which  the 
carriers  take  exception.  The  position  taken  is  that,  since  the 
two  year  limitation  expired  prior  to  the  passage  of  that  law, 
the  cause  for  action  cannot  constitutionally  be  revived. 

The  facts  in  the  case,  as  brought  out  by  Paul  D.  Blanchard, 
attorney  for  Armour  and  Co.,  and  W.  W.  Manker,  assistant  traf- 
fic manager  for  that  company,  were  admitted  by  Mr.  Cleveland, 
who  attempted  no  defense  other  than  the  alleged  unconstitution- 
ality.  The  car  was  shipped  at  a  commodity  rate  of  38%  cents, 
which  was  2%  cents  in  excess  of  the  then  existing  fifth  class 
rate.  The  commodity  rate  has  since  been  reduced  to  the  fifth 
class  level  and  therefore  no  provision  for  the  future  was  asked. 

The  clause  referred  to  is  paragraph  (f)  of  section  No.  207 
of  the  transportation  act,  1920,  and  reads  as  follows: 

The  period  of  federal  control  shall  not  be  computed  as  part  of 
the  period  of  limitation  in  actions  against  carriers  or  in  claims  for 
reparation  to  the  Commission  for  causes  of  action  arising  prior  to 
federal  control. 


FILING  OF  OVERCHARGE  CLAIMS 

The  Traffic  World  Washington  Bureau 

No  change  has  taken  place  this  week  in  the  status  of  over- 
charge claims.  The  Railroad  Administration  has  stood  pat  on 
its  interpretation  of  the  law  that  section  206  (c)  required  the 
filing  of  such  claims,  as  well  as  those  demanding  reparation, 
with  the  Commission.  The  Commission  has  said  nothing  on  the 
subject,  because  there  has  been  no  reason  for  its  doing  any- 
thing further. 

The  only  development  is  the  calling  of  attention  to  the  fact 
that  John  P.  Finerty,  assistant  general  counsel,  in  a  letter  dated 
February  25,  addressed  to  William  L.  Carney,  Chicago,  said  that 
"the  Director-General  construes  section  206  (a)  of  the  trans- 
portation act  as  not  applying  to  such  overcharge  claims  as  con- 
stitute a  violation  of  section  6  of  the  interstate  commerce  act." 

Paragraph  "a"  of  section  206  provides  that  "actions  at  law 
*  *  *  based  on  causes  of  action  arising  out  of  *  *  *  op- 
eration by  the  President  of  any  railroad  *  *  *  of  such  char- 
acter as,  prior  to  federal  control,  could  have  been  brought  against 
such  carrier,  may,  after  the  termination  of  federal  control,  be 
brought  against  an  agent  designated  by  the  President  for  such 
purposes,  *  *  *.  Such  actions,  suits  or  proceedings  may,  within 
the  periods  of  limitation  now  prescribed  by  state  or  federal 
statutes,  but  not  later  than  two  years  from  the  date  of  the  pas- 
sage of  this  act,  be  brought  in  any  court  which,  but  for  federal 
control,  would  have  had  jurisdiction  of  the  cause  of  action  had 
it  arisen  against  such  carrier." 

Attention  to  that  section  was  specifically  requested  of  Mr. 
Finerty  by  Mr.  Carney.  TUfi  letter  hereinbefore  quoted  was  in 
answer  to  Mr.  Carney's  request. 

In  effect,  the  letter  was  a  notice  to  Carney  and  other  men 
handling  the  overcharge  claims  of  shippers  that,  notwithstand- 
ing the  first  paragraph  of  section  206,  the  Director-General  was 
standing  by  his  first  ruling  that  section  206  (c)  required  the  filing 
of  overcharge  claims  with  the  Commission,  which  never  has  had 
and  has  not  now,  jurisdiction  over  overcharge  claims,  as  such, 
or  "straight  overcharge"  claims,  as  the  same  idea  is  more  fre- 
quently expressed. 

The  fact  that  that  point  had  been  pressed  on  the  attention 
of  Mr.  Finerty  was  not  generally  known  among  those  in  the 
Commission  who  have  had  to  do  with  overcharge  claims  and 
other  things  not  directly  embraced  within  the  jurisdiction  of 
the  Commission. 

Inasmuch  as  the  situation  created  by  Mr.  Finerty's  ruling 
can  be  changed  by  a  new  ruling  of  the  Director-General,  or  by 
the  passage  of  a  bill  extending  the  period  for  the  filing  of  claims, 
not  much  attention  has  been  paid  to  the  law  points  involved  in 
the  matter.  So  far  as  known  in  Washington,  Mr.  Carney  is 
the  only  one  who  has  called  attention  to  the  first  paragraph  of 
section  206  as  having  a  bearing  on  the  subject.  That  section, 


in  substance,  is  a  re-enactment,  in  the  transportation  law,  of 
section  9  of  the  interstate  commerce  law,  which  gives  a  shipper 
the  option  of  going  to  court  or  to  the  Interstate  Commerce  Com- 
mission, but  requiring  him  to  make  his  election  of  remedy  and 
abide  by  it. 

In  the  matter  of  overcharge  claims  the  Commission  has 
never  had  any  jurisdiction  unless  the  complainant  in  his  peti- 
tion alleged  that  the  rate  imposed  upon  him  was  unreasonable, 
without  setting  forth  that  it  was  in  excess  of  the  lawfully  pub- 
lished rate.  When  a  shipper  elected  to  stand  on  an  allegation 
that  the  charge  was  higher  than  the  published  rate,  he  had  the 
right  to  sue  at  law,  for  recovery  of  the  difference. 

As  viewed  by  Mr.  Carney,  the  first  paragraph  of  section  206 
preserved  to  the  shipper  that  right  to  sue  on  overcharge  claims 
arising  during  federal  control,  without  diminution  of  time.  Ih 
also  called  attention,  in  his  correspondence  with  the  Railroad 
Administration,  to  the  fact  that  section  8  of  the  interstate  com- 
merce law  provides  for  reasonable  attorney's  fees  for  the  ship- 
per compelled  to  resort  to  the  law  for  recovery  of  an  overcharge 
or  for  damage  on  account  of  an  unreasonable,  unjustly  discrimi- 
natory or  unduly  prejudicial  rate. 

It  is  known  that,  but  for  the  fact  that  a  reversal  of  the 
Finerty  ruling  is  possible  or  that  relief  by  legislation  will  come, 
test  suits  would  be  filed  in  the  municipal  court  of  Chicago  by 
some  of  the  big  shippers.  They  may  not  bring  the  suits  in  view 
of  the  fact  that  the  whole  situation  may  be  changed  to  their 
liking  by  one  or  the  other  methods  hereinbefore  set  forth. 


ICE,  SHELL  LAKE  TO  CHICAGO 

Hearing  in  Docket  No.  12062,  Wilson  &  Co.,  Inc.,  vs.  Director- 
General,  was  held  before  examiners  Arthur  R.  Mackley  and  M. 
Garcia  de  Quevedo,  at  Chicago,  March  7.  Counsel  for  the  com- 
plainants used  only  one  witness,  R.  R.  Hargis,  assistant  traffic 
manager  for  Wilson  &  Co.,  who  detailed  the  causes  for  the  com- 
plaint, which  arose  out  of  three  emergency  shipments  of  ice, 
totaling  67  cars,  made  from  Shell  Lake  to  Chicago,  a  short  line 
distance  of  398  miles,  on  March  17,  18  and  19.  The  complainants 
allege  that  they  were  compelled  to  pay  a  rate  of  16%  cents  on 
this  ice,  whereas  Boyd's  tariff  I.  C.  C.  A980,  which  went  into 
effect  on  March  22,  1919,  reduced  this  rate  to  12%  cents.  The 
minimum  weight  assessed  on  these  cars  was  5,000  pounds  less 
than  the  capacity  of  the  car,  subject  to  a  minimum  of  40,000. 

Mr.  Hargis  stated  that  the  result  of  this  minimum  was  to 
assess  charges  on  average  loadings  of  68,772  pounds,  whereas 
the  actual  weight  of  the  cars  at  Spooner,  five  miles  from  the 
point  of  origin,  was  63,948  pounds.  He  pointed  out  that  the 
price  of  the  ice,  f.  o.  b.,  was  70  cents  per  ton,  which  made  the 
total  cost  of  the  shipments  at  point  of  origin  f  1,400.  The  trans- 
portation charges  paid,  he  stated,  amounted  to  $6,916.42,  while 
those  under  the  new  rate  would  have  amounted  to  $5,245.99. 
Reparation  of  $1,670.43  was  therefore  asked. 

The  witness  introduced  exhibits  showing  that  contemporan- 
eous rates  from  other  towns  in  the  same  general  territory  were 
considerably  lower.  From  Waconia,  Minnesota,  for  instance,  he 
said  that  they  were  14  cents  for  a  distance  of  440  miles.  He 
also  said  that  when  it  became  apparent  that  Wilson  &  Co.  would 
require  ice  from  the  locality  involved,  application  for  an  emerg- 
ency rate  was  immediately  made.  Authority  to  make  this  rate 
on  one  day's  notice,  he  said,  was  received  at  the  publisher's 
office  on  March  15,  and  the  rate  could  therefore  have  been  made 
effective  on  the  following  day.  Instead,  he  said,  it  was  published 
on  March  17,  effective  in  five  days.  As  a  consequence  the  ice  had 
already  been  shipped  and  no  subsequent  shipments  were  neces- 
sary. 

In  conducting  .the  defense,  Thomas  M.  Woodward,  for  the 
Director-General,  took  exception  to  Mr.  Hargis'  statement  that 
Wilson  &  Co.  had  borne  the  freight  charges.  Through  C.  B. 
Ackerman,  of  the  division  of  claim  liquidation,  and  F.  H.  Ham- 
mill,  assistant  general  manager  of  the  C.  &  N.  W.,  he  sought  to_ 
prove  that  the  high  prices  obtained  by  the  packers  for  their 
products  during  this  time  were  at  least  partially  due  to  the 
efllcient  transportation  facilities  offered  by  the  Director-General, 
and  that,  therefore,  Wilson  &  Co.  did  not,  in  fact,  bear  the  freight 
charges.  Mr.  Ackerman  made  the  contention  that  it  had  never 
been  the  intention  of  the  railroad  administration  to  allow  the 
12%  cent  rate  to  points  on  the  Chicago  Junction  railroad,  in 
Chicago,  but  it  subsequently  developed  that  the  shipments  in 
question  moved  to  storehouses  at  Blue  Island  on  the  Grand 
Trunk. 

Mr.  Hammill  testified  as  to  'the  difficulty  of  handling  ice 
shipments,  the  damage  wrought  on  equipment  by  them,  and  the 
frequent  switching  necessary  to  transport  ice  between  the  points 
mentioned  in  the  complaint.  Attorneys  for  both  sides  argued 
briefly,  and  waived  further  argument  and  brief,  stating  that 
they  were  willing  to  allow  the  case  to  rest  on  the  briefs  sub- 
mitted in  cases  of  Swift,  Armour  and  Cudahy  (11467,  11540  and 
11642),  which  cover  practically  the  same  complaints,  and  on 
which  a  joint  tentative  report  favorable  to  the  complainant  has 
been  made. 
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Questions  and  Answers 

In  thii  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  pcrions  dealing  with  traffic  A  specialist 
on  interstate  commerce  law.  who  ll  •  member  of  our  legal  department 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 

Erpblems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
elp  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance  may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated 

Address  Questions  and  Answers  Department. 
Traffic  Service  Corporation.  Colorado  Building,  Washington  D  C 


Storage 

Michigan. — Question:  Kindly  advise  whether  or  not  there 
has  been  any  change  in  conference  rulings  Nos.  405  and  473. 
Would  storage  on  a  shipment  held  by  the  railroad  company  be 
based  on  the  rates  in  effect  at  the  time  the  shipment  was  origi- 
nally made  or  would  the  charges  be  based  on  rates  effective 
during  the  period  the  shipment  was  held  in  storage? 

Answer:  Conference  rulings  Nos.  405  and  473  have  been 
rescinded  by  the  Commission's  conference  ruling  of  October  7, 
1919.  This  latter  conference  ruling  holds  that  demurrage,  track 
storage  and  off-track  storage  not  in  transit  are  controlled  by  the 
tariffs  in  effect  contemporaneously  with  the  accrual  of  this  serv- 
ice and  therefore  subject  to  such  changes  as  lawfully  may  be 
made  in  the  applicable  tariff  during  the  period  of  accrual;  that 
off-track  storage  in  transit  is  controlled  by  the  tariffs  in  effect 
upon  the  date  of  shipment. 

Liability  of  Carrier  for  Losses  Ocurring  After  Delivery  on  Public 

Track 

Connecticut. — Question:  Referring  to  your  answer  to  the 
question  under  "Connecticut,"  on  page  142  of  The  Traffic  World 
of  January  15,  it  is  noted  in  the  question  that  the  carrier  con- 
tended that  shortage  occurred  on  the  public  delivery  tracks  after 
being  turned  over  to  the  consignee.  If  such  was  the  case  is 
the  railroad  company  liable  and  are  there  any  decisions  covering 
such  a  case? 

Answer:  Where  the  carrier  is  not  required  or  expected  in 
the  usual  course  of  business  to  remove  the  freight  from  the  cars, 
as  in  the  case  of  grain  in  bulk,  coal,  lumber  and  the  like,  deliv- 
ery of  the  car  in  a  safe  and  convenient  position  for  unloading 
at  the  elevator,  warehouse  or  other  place  designated  by  the 
contract  or  required  in  the  usual  course  of  business,  or  where 
no  place  of  delivery  is  thus  designated  or  required,  on  its  side- 
track in  the  usual  and  customary  place  for  unloading  by  con- 
signees, together  with  notice  to  the  consignee,  and  a  reasonable 
time  allowed  for  the  removal,  in  those  jurisdictions  where  this 
is  necessary,  terminates  the  liability  of  the  carrier  as  such, 
although  it  still  continues  liable  as  warehouseman. 

Informal  Complaints 

Ohio. — Question:  Shipment  of  cement  from  Wilkinsburg, 
Pa.,  to  Cleveland  shipped  during  the  months  of  June  and  July 
via  the  Pennsylvania  Company.  The  Pennsylvania  Company  at 
the  time  charged  us  13  %c  from  Wilkinsburg  to  Cleveland,  this 
station  being  practically  intermediate  to  Universal  and  Besse- 
mer, the  rates  from  these  points  is  9%c  to  Cleveland.  At  the 
time  these  shipments  were  made  we  were  compelled  to  truck 
the  material  from  Universal,  Pa.,  to  Wilkinsburg,  due  to  the  fact 
that  the  Pennsylvania  was  unable  to  furnish  cars  at  Universal, 
this  trucking  was  at  our  expense.  The  Pennsylvania  was  in 
position  to  furnish  available  cars  at  Wilkinsburg. 

Our  contention  is  that,  due  to  the  fact  that  the  rate  from 
Cleveland  to  Wilkinsburg  is  9%c,  that  as  cars  were  shipped 
from  Wilkinsburg  to  Cleveland  that  the  same  rate  should  apply. 
The  Interstate  Commerce  Commission  advises  us  that  they  could 
not  handle  same  on  an  informal  complaint.  In  order  to  have 
claim  adjusted  are  we  compelled  to  file  a  formal  complaint  on 
the  shipment,  this  being  an  expense  to  us,  due  to  the  fact  that 
we  were  compelled  to  pay  4%c  per  cwt.  over  the  Universal  rate 
and  also  additional  charges  in  trucking  from  Universal,  Pa.,  to 
Wilkinsburg. 

Answer:  The  adjustment  of  any  matter  on  the  informal 
docket  of  the  Commission  is  dependent  upon  the  voluntary  action 
of  the  carrier  or  carriers  concerned,  and  therefore  the  Com- 
mission cannot  issue  an  order  directing  a  carrier  to  adjust  rates 
or  practices,  even  though  the  Commission  may  be  of  the  opinion 
that  a  complainant  is  entitled  to  relief.  In  the  instant  case 
I  IIP  carrier  has  evidently  declined  to  make  any  readjustment  In 
its  rates  and  for  this  reason  the  Commission  has  advised  you 
that  the  matter  cannot  be  adjusted  on  its  informal  docket.  There 
is,  therefore,  nothing  for  you  to  do  but  to  file  a  formal  complaint 
if  you  wish  to  prosecute  the  matter  further,  and  this  must  be 
•lone  within  six  months  after  the  time  you  were  advised  by  the 
Commission  that  the  matter  could  not  be  handled  on  the  informal 
docket. 


Demurrage — Bunching   Under  Average  Agreement 

New  York. — Question:  On  or  about  January  1  there  arrived 
on  steamer  from  overseas  a  lot  of  2,000  tons  of  woodpulp  for  our 
account,  loaded  at  Weehawken  Pier,  forwarded  rla  West  Shore 
to  our  plant  located  on  D.  &  H.  Co.  Thli  consignment  con- 
sisted of  Home  ninety-five  cars.  Ample  time  given  to  delivery 
carrier  not  to  bunch  cars  at  destination;  nevertheless,  same 
were  bunched  contrary  to  our  wishes.  We  are  under  average 
agreement  and  cars  were  constructively  placed  two  or  three 
miles  south  of  our  plant  at  another  station,  carrier  claiming 
insufficient  room  In  yard  at  destination  for  placing  all  cars. 
Contents  of  cars  also  badly  frozen,  causing  us  additional  ex- 
pense, although  with  additional  help  employed  we  managed  to 
unload  within  specified  time.  Our  contention  is  that  we  should 
not  be  required  to  pay  this  heavy  demurrage  for  constructive 
placement  of  cars  at  another  station  in  view  of  the  above  and 
that  extra  cost  of  labor,  etc..  should  be  charged  to  the  railroad 
if  such  demurrage  Is  Insisted  upon. 

Answer:  The  Commission  has  held  In  several  cases  that 
where  a  shipper  has  entered  into  an  average  agreement  with 
a  carrier  that  he  cannot  be  exempted  from  the  payment  of  de- 
murrage occasioned  by  the  bunching  of  cars.  See  E.  E  Delp 
Grain  Co.  vs.  Director-General  et  al.,  55  I.  C.  C.  175. 

Consignee's   Duty  to  Accept   Delayed   Shipment 

Canada.— Question:  In  the  case  of  a  shipment  moving  from 
Boston,  Mass.,  to  Toronto,  Ont.,  goods  not  being  received  six 
weeks  after  date  of  shipment,  claim  was  presented  to  originating 
road  for  value  of  same.  Consignee  is  advised  of  the  arrival  of 
the  goods  three  months  after  date  of  billing  and  in  the  mean- 
time the  market  value  of  same  has  declined  20  per  cent.  Does 
the  consignee  have  to  accept  delivery  of  the  shipmnt  and  cancel 
claim,  or,  if  he  accepts  the  goods,  can  he  amend  the  claim  to 
cover  the  depreciation  in  value,  owing  to  the  goods  being  de- 
layed in  transit? 

Answer: The  failure  to  deliver  goods  within  a  reasonable 
time  by  the  carrier  is  only  a  breach  of  the  contract  of  carriage 
and  the  carrier  is  liable  only  for  the  damage  incurred  by  reason 
of  the  delay;  the  consignee  cannot  refuse  to  accept  the  goods 
on  account  of  the  unreasonable  delay  in  the  carriage  and  sue 
for  a  conversian.  As  long  as  the  goods  have  a  market  value,  it 
is  the  duty  of  the  consignee  to  accept  the  same  and  sell  at  the 
best  possible  price  and  hold  the  carrier  liable  for  the  difference 
between  the  sale  price  and  the  value  of  the  goods  at  destination 
at  the  time  they  should  have  arrived. 

Damages — Recovery  of — From  Adams  Express  Company 

Virginia. — Question:  On  February  12,  1918,  we  made  ship- 
ment via  Adams  Express  from  A  to  B,  which  was  lost  in  transit. 
Claim  therefor  was  filed  within  the  four  months,  but  has  never 
been  paid.  What,  if  any,  redress  have  we? 

Answer:  Your  only  redress  is  to  file  a  suit  against  the 
Adams  Express  Company  for  the  loss  of  the  shipment  in  ques- 
tion. This  is  a  matter  over  which  the  Commission  has  no  juris- 
diction and  any  redress  must  be  secured  in  a  court  of  law.  In 
this  connection  see  the  Commission's  discussion  in  its  opinion 
in  Docket  11365,  In  the  Matter  of  the  Application  for  Consolida- 
tion of  Express  Companies,  59  I.  C.  C.  459,  as  to  the  manner  in 
which  the  Adams  Express  Company  has  handled  the  payment  of 
claims. 

Storage 

Iowa. — Question:  We  are  experiencing  trouble  in  making  a 
proper  settlement  on  a  carload  of  flour  which  was  consigned 
from  Des  Moines,  la.,  to  Rome,  la.,  refused  by  the  consignee, 
ordered  to  Burlington,  la.,  by  the  freight  claim  agent  of  the 
C.  B.  &  Q.  Ry.  for  storage,  under  authority  granted  by  the 
car  service  commission.  We  have  since  had  the  contents  of  the 
car  reloaded  and  returned  to  ourselves.  The  point  in  question 
is  the  charging  of  combination  of  local  rates  on  Rome,  la.,  which 
we  claim  is  incorrect,  as  the  change  in  destination  made  by 
the  carrier  constituted  a  reconsignment.  We  want  to  make 
settlement  on  a  basis  of  the  through  rate  from  Des  Moines,  la., 
to  Burlington,  la.,  and  return,  but  we  have  never  seen  nor  beard 
of  a  ruling  which  would  allow  carrier  in  such  cases  to  charge 
combination  of  local  rates. 

Answer:  In  our  opinion  the  proper  rate  to  apply  is  the 
Rome,  la.,  combination,  for  the  reason  that  the  transportation 
of  the  shipment  from  Rome  to  Burlington  and  return  was  for 
the  convenience  of  the  carrier,  and  very  probably  because  of 
the  lack  of  storage  space  at  Rome  for  the  shipment  in  question. 

Duty  of  Carrier  to  Deliver  at  Destination  Specified 

Ohio. — Question:  We  forwarded  a  less-carload  shipment  to 
the  railroad  station  at  this  point,  billing  to  Chesterland,  O.. 
and  received  a  receipted  bill  of  lading  to  cover.  It  develops 
that  the  shipment  was  forwarded  to  Chagrin  Falls,  where  it 
remained  on  hand  unclaimed,  and  was  placed  in  public  storage. 
We  accordingly  filed  our  claim  for  its  value  on  account  of  the 
carrier  issuing  a  bill  of  lading  for  a  shipment  consigned  to  a 
point  which  it  was  unable  to  reach,  it  being  located  on  neither 
steam  railroad  nor  electric  line,  the  nearest  railroad  station 
being  at  Chagrin  Falls.  Please  advise  if  the  carrier  is  liable 
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for  the  value  of  this  shipment,  -or  'the  -accrued  dharges,  'on  ac- 
count of  its  acceptance,  the  transportation  of  wnich  it  "was 
physically  impossible  to  perform. 

Answer:  It  is  the  duty  of  the  carrier  to  deliver  the  goods 
at  the  destination  designated  in  the  contract  of  shipment.  A 
delivery  at  any  other  place,  whether  in  close  proximity  to  the 
place  designated  or  not,  will  not  relieve  the  carrier  from  iits 
responsibility  as  such. 

(1)    Interest  on  Overcharge  Claims.     (2)     Interest  on   Loss  and 
Damage   Claims 

Ohio. — Question:  Kindly  advise  the  present  status  of  car- 
rier's liability  to  pay  interest  on  money  tied  up  in  unpaid  claims. 
Is  it  an  accepted  fact  that  they  are  liable  for  such  interest  on 
both  overcharge  and  loss  and  damage  claims?  Does  the  time 
for  computing  interest  commence  with  the  date  that  claim  is 
filed  or  does  it  commence  with  the  date  of  payment  of  charges, 
in  the  case  of  overcharge  claims,  and  in  the  case  of  loss  and 
damage  claims  with  the  date  of  delivery,  or  after  a  suitable 
time  for  effecting  delivery  has  elapsed? 

Will  your  answers  to  the  above  questions  have  exactly  the 
same  bearing  on  express  company  claims  as  they  have  on  rail- 
road claims?  If  there  is  a  difference,  kindly  go  into  detail  as 
far  as  possible  on  the  express  claims. 

Answer:  (1)  Under  the  provisions  of  Conference  Ruling  No. 
489  of  the  Interstate  Commerce  Commission,  interest  on  an 
overcharge  accrues  from  the  date  of  its  collection  by  the  carrier, 
whether  arising  from  an  error  in  rate,  weight  or  classification. 
There  is  no  distinction  between  claims  against  express  com- 
panies and  railroad  companies. 

(2)  Although  there  is  some  authority  to  the  contrary,  many 
cases  have  held  that  a  plaintiff  recovering  judgment  for  loss  of 
or  injury  to  goods,  is  entitled  to  interest  from  the  date  of  the 
loss,  that  is,  from  the  time  when  the  goods  should  have  been 
delivered,  or  the  date  of  the  injury;  other  cases  hold  that  the 
allowance  of  interest  is  within  the  discretion  of  the  jury,  and 
still  others  that  no  interest  is  allowable  except  by  way  of  penalty 
for  misconduct  or  fraud.  The  carriers,  however,  as  a  rule,  will 
not  pay  interest  on  loss  and  damage  claims  except  under  a  judg- 
ment of  a  court  of  competent  jurisdiction.  As  is  true  in  the 
case  of  interest  on  overcharge  claims,  there  is  no  distinction  be- 
tween an  express  company  and  a  railroad  company  with  respect 
to  the  payment  of  interest  on  loss  and  damage  claims. 

Weighing   of   Freight 

Texas. — Question:  Carload  shipment  from  Detroit  to  Texas 
point,  bill  of  lading  indorsed  weight  agreement  No.  30,  and  billed 
out  at  14,000  pounds,  weighed  en  route  and  waybill  stamped 
showing  net  weight  12,000  pounds  made  by  Western  Weighing 
and  Inspection  Bureau,  which  weight  should  be  considered  the 
legal  one  on  which  to  compute  freight  charges?  Is  there  any 
legal  ruling,  or  recognized  ruling  that  governs? 

Answer:  Section  A  of  rule  10  of  the  National  Code  of  Rules 
Governing  the  Weighing  and  Reweighing  of  Carload  Freight, 
applying  to  weight  agreements,  provides  that  when  shipper's 
weights  of  property  are  accepted  and  applied  by  carriers  under 
weight  agreements,  properly  supervised,  such  weights  should  be 
designated  in  the  prescribed  manner  on  waybills,  shipping  tick- 
ets, bills  of  lading,  or  weight  certificates  and  the  property  should 
not  be  reweighed  except  as  provided  in  rule  5,  which  latter  rule 
provides  that  cars  may  be  reweighed  when  the  lading  has  been 
transferred  en  route,  where  car  has  met  with  an  accident,  or 
where  for  other  reasons  there  is  evidence  of  loss  in  transit; 
also  that  carload  freight  may  be  reweighed  en  route  or  at  des- 
tination for  the  information  of  the  interested  carriers  and  to 
test  the  accuracy  of  the  previous  weighings,  or  when  request 
is  made  by  consignor  or  consignee  for  reweighing  of  any  car. 
Under  the  provisions  of  rule  8  of  the  weighing  rules,  where 
carload  freight,  the  weight  of  which  is  not  subject  to  change 
from  its  inherent  nature,  is  checkweighed  or  reweighed  en  route, 
or  at  destination,  no  correction  is  to  be  made  in  the  billed  weight 
except  as  provided  in  sections  B,  C,  D,  E  and  F,  thereof. 

Under  section  B  of  rule  8,  if  the  difference  in  the  original 
net  weight  obtained  by  reweighing  does  not  exceed  the  tolerance 
of  1  per  cent  of  the  lading,  with  a  minimum  of  500  pounds  or 
minimum  of  l.O'OO  pounds,  depending  upon  the  nature  of  the 
freight,  the  first  weight  is  not  to  be  changed.  If  the  difference 
exceeds  the  tolerance  it  is  provided  that  the  car  should  be 
weighed  the  third  time,  if  practicable.  It  does  not  appear  that 
in  the  instant  case  there  was  a  third  weighing  of  the  car,  al- 
though the  difference  between  the  original  net  weight  and  the 
weight  obtained  by  reweighing  exceeded  the  tolerance.  Section 
C  of  rule  8  provides  that  in  deciding  between  weights  obtained 
on  track  scales  as  to  which  is  the  more  correct,  all  of  the  con- 
ditions under  which  the  several  weighings  were  done  must  be 
taken  into  consideration,  including  the  class  of  scale,  condition, 
how  recently  tested,  the  manner  of  weighing,  whether  the  car 
was  at  rest  or  in  motion,  coupled  or  uncoupled,  actual  or  sten- 
ciled tare  used,  the  time  of  weighing,  weather  conditions,  and 
the  reliability  of  the  weigher,  giving  precedence  to  that  weight 
obtained  under  the  best  conditions. 


In  'the  instant  case  the  proper  weight  to  apply  on  this  ship- 
ment will  have  to  be  determined  in  the  manner  last  outlined. 
Furnishing  Cars 

Michigan. — Question:  A  stock  shipper  places  order  for  one 
double'deck  -car  six  days  prior  to  loading,  to  load  sheep  and  hogs 
to  Buffalo,  N.  Y.  Carrier  places  two  single-decks  on  the  stock 
yard  track  one  day  prior  to  loading,  without  notifying  shipper 
rtbatt  they  were  unable  to  furnish  double-deck,  and  shipper  was 
forced  to  load  the  two  single-decks  and  was  charged  for  two 
single-decks.  The  carrier's  tariffs  do  not  allow  the  billing  of 
two  single-decks  in  lieu  of  a  double-deck  on  interstate  traffic. 
Has  the  shipper  a  good  cause  for  complaint  to  the  Commission 
for  reparation?  Can  you  cite  similar  cases? 

Answer:  It  is  usual  for  the  carriers  to  carry  a  clause  in 
their  live  stock  tariffs  to  the  effect  that,  when  for  convenience 
of  carriers,  single-deck  cars  are  furnished  to  shipper  in  lieu  of 
double-deck  cars  ordered,  carriers  will  protect  on  two  single-deck 
cars  actual  weight,  subject  to  minimum  weight  and  rates  ap- 
plicable on  one  double-deck  car.  We  are  of  the  opinion  that 
the  shipper  has  a  just  cause  of  complaint  to  the  Commission 
for  reparation,  although  we  are  not  aware  of  any  opinion  of  the 
Commission  in  a  similar  case. 

Liability  of  Carrier  for  Loss  or  Damage  to  Shipment 

Illinois. — Question:  We  received  a  shipment  of  three  cases 
of  eggs,  twenty-six  eggs  being  received  in  a  broken  condition. 
The  amount  of  our  claim  is  only  $1.32,  but  it  has  been  declined 
by  the  express  company  in  view  of  the  fact  that  the  damage 
is  less  than  five  per  cent  of  the  total  shipment.  We  have  re- 
quested them  to  advise  by  what  rule  or  contract  they  have  made 
this  statement,  but  have  received  no  definite  reply,  and,  as  we 
can  find  nothing  in  the  conditions  of  the  express  receipt  which 
limits  their  liability  in  case  where  damage  is  less  than  five  per 
cent  of  the  shipment,  we  are  firmly  convinced  that  their  posi- 
tion is  unwarranted.  Can  you  give  us  reference  to  any  deci- 
sion, by  state  or  federal  courts,  that  will  assist  us  in  this 
matter?  The  amount  involved  is  too  small  to  carry  the  matter 
further,  but  it  is  a  question  of  principle,  and  we  very  much 
dislike  having  anything  like  this  handed  to  us  by  the  express, 
company. 

Answer:     We  know  of  no  decision  which  covers  the  point, 
but  if  a  carrier  is  liable  for  damages  it  is  liable  for  any  and 
all  damages  proved,  regardless  of  the  amount  involved. 
Interest  on  Overcharge  Claims  Filed  Against  Express  Company, 

Pennsylvania. — Question:  About  two  years  ago  we  filed 
claim  against  the  American  Railway  Express  Company  for  a 
duplicate  charge  made  on  a  prepaid  shipment  of  ours,  as  we 
had  to  allow  the  consignees  the  amount  they  charged  at  destina- 
tion. Notwithstanding  the  fact  that  we  gave  their  claim  agent 
a  certified  copy  of  both  the  prepaid  and  destination  receipts,  yet 
this  claim  was  neglected  by  them  and  our  frequent  correspond- 
ence on  the  claim  failed  to  bring  about  a  settlement  until  about 
two  years  had  elapsed. 

On  account  of  their  neglect  in  the  matter  the  writer  had 
insisted  that  interest  be  added,  but  they  sent  their  check  just 
for  the  amount  collected  and  did  not  include  interest.  We  again 
wrote  them  demanding  interest  to  date  and  their  superintendent 
replied,  declining  to  pay  any  interest  on  the  claim. 

As  all  the  railroads  voluntarily  include  interest  on  their 
overcharge  claims,  is  there  any  reason  why  the  express  company 
should  not  do  likewise  and  do  you  know  of  any  reason  that 
would  permit  them  declining  payment  of  same? 

Answer:  Under  the  provisions  of  Conference  Ruling  489 
of  the  Interstate  Commerce  Commission,  you  are  entitled  to 
interest  on  an  overcharge  claim  filed  with  an  express  company 
from  the  date  of  its  collection.  See  Yakima  County  Horticultural 
Union  vs.  Northern  Express  Co.,  Unreported  Opinion  No.  A-916. 

Refund  of  Tax  on  Goods  Sold  F.  O.  B.  Point  of  Origin 
Ohio. — Question:  The  writer  notes,  with  interest  your  re- 
ply on  page  241  of  your  Traffic  World,  issue  of  February  12,  to 
"Ohio,"  in  regard  to  the  refund  of  excise  tax  by  carriers  on 
shipments  lost  by  them.  Your  answer  is  very  clear,  but  I  should 
be  pleased  to  have  further  explanation  of  an  additional  point. 
A  shipment  is  made  to  a  certain  point,  f.  o.  b.  point  of  origin, 
freight  is  paid  by  the  shipper,  but  is  included  in  the  purchase 
price  of  the  article  and  not  added  to  the  invoice.  The  excise 
tax,  which  amounts  to  $22.50,  is  paid  to  the  government.  The 
shipment,  when  it  reaches  destination,  is  accepted  by  the  con- 
signee, who  immediately  returns  same,  without  removing  from 
the  freight  house,  charges  collect.  The  original  consignee  re- 
fuses payment  of  the  invoice  because  goods  were  returned. 

The  shipment  during  the  return  movement  is  lost  in  its 
entirety.  Should  the  carriers  pay  the  claim  for  the  invoice 
value  of  the  material,  plus  the  excise  tax,  or  is  it  in  order  to 
obtain  refund  of  the  tax  from  the  government?  The  carrier 
in  this  case  takes  the  viewpoint  that  the  sale  was  never  con- 
summated, as  consignee  never  paid  for  the  material  and  claim 
was  entered  by  the  original  shipper,  stating  that  inasmuch  as 
the  sale  was  never  completed  and  that  the  goods  were  being 
returned  to  the  original  shipper  for  resale  and  that  no  money 
was  interchanged  on  the  transaction,  that  the  claimant  is  not 
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entitled  to  pa>inent  of  the  excise  tax  l>y  the  carrier,  but  Hhould 
obtain  refund  from  the  government. 

Should  also  like  a  further  explanation  of  the  last  paragraph 
of  your  reply  to  "Ohio"  In  regard  to  transportation  companion 
not  being  authorized  to  refund  taxes  collected  by  them  Do 
we  understand  you  to  mean  in  this  case  that  a  shipment  for- 
warded "collect,"  lost  in  transit,  claim  placed  by  the  consignees 
for  the  amount  necessary  to  make  them  whole,  which  would  mean 
of  course,  invoice  price,  freight  charges  and  war  lax,  provided 
ih.  y  had  been  paid  by  consignee,  and  that  in  this  case  It  would 
not  be  permissible  for  the  carrier  to  pay  the  claim  until  the 
amount  of  tax  had  been  excluded  from  the  amount  of  claim? 

Answer:  The  ordinary  effect  of  the  purchase  of  goods 
i  n.  b.  point  of  origin  is  to  pass  title  to  the  purchaser  upon 
delivery  of  the  goods  to  the  carrier,  even  though  the  freight  Is 
p.-ii.l  by  i  he  seller.  Therefore,  if  In  the  instant  case,  title  passed 
to  Hie  purchaser,  the  tax  must  be  paid  to  the  government  and 
must  be  recovered  by  you  either  from  the  purchaser  or  the 
carrier. 

Your  understanding  is  correct  with  reference  to  the  last 
paragraph  of  our  answer  to  "Ohio." 

Divisions    of   Joint    Rates 

California. — Question:  Will  you  be  good  enough  to  refer  to 
interstate  commerce  act,  section  15,  page  43,  and  give  your 
interpretation,  especially  that  part  which  reads:  "In  so  pre- 
scribing and  determining  the  divisions  of  joint  rates,  fares  and 
charges,  the  Commission  shall  give  due  consideration,  among 
other  things,  to  the  efficiency  with  which  the  carriers  concerned 
are  operated.  Do  you  understand  this  as  a  tax  upon  efficiency? 

Answer:  Under  the  provisions  of  section  15  of  the  inter- 
state commerce  act,  the  efficiency  with  which  a  particular  car- 
rier is  operated  is  one  of  the  factors  which  Congress  has  said 
the  Commission  should  give  consideration  to,  In  the  determina- 
tion of  the  proportion  which  that  carrier  is  entitled  to  in  the 
division  of  a  joint  rate,  and  to  that  extent  it  Is  a  tax  upon  effi- 
ciency. In  the  presentation  of  the  New  England  division  case, 
now  before  the  Commission,  this  provision  of  the  act  was  par- 
ticularly stressed  by  the  trunk  line  carriers. 

Switching  Charges,  Absorption  of 

Pennsylvania. — Question:  We  have  manufacturing  plants  lo- 
cated at  points  "A"  and  "B"  served  by  carriers  "ABC"  and 
"DEF"  and  our  assembling  plant  is  located  at  point  "C,"  also 
served  by  carrier  "ABC"  and  by  carrier  which  we  will  call 
"GHI."  Carrier  "ABC,"  serving  all  three  plants,  is  giving  very 
poor  service  between  points  "A,"  "B"  and  "C,"  which  is  not 
being  improved  by  requests  or  complaints  made  by  us.  We 
have  therefore  started  to  route  shipments  from  plants  "A"  and 
"I!"  to  plant  "C"  by  carriers  "DEF"  and  "GHI,"  not  having 
direct  connection  with  our  siding  at  point  "C,"  but  turning  the 
cars  over  to  carrier  "ABC"  at  destination  for  placement  on  our 
siding,  whereas  carrier  "ABC"  serving  point  "C"  has  a  side- 
track running  into  our  plant.  The  change  in  routing  costs  us 
an  additional  switching  charge,  which  carrier  "GHI"  will  not 
absorb  for  the  reason  that  carrier  "ABC,"  having  through  serv- 
ice from  points  "A"  and  "B"  to  "C,"  will  not  name  carrier  "GHI" 
a  switching  rate  low  enough  to  leave  sufficient  compensation 
for  the  road  haul. 

Can  you  suggest  any  way  by  which  we  can  secure,  service 
over  both  routes  at  the  same  rate?  If  you  know  of  any  cases 
where  a  shipper  has  secured  relief  from  a  condition  of  this  kind 
kindly  give  reference. 

Answer:  In  order  to  secure  relief  it  will  be  necessary  for 
you  to  file  a  formal  complaint  with  the  Interstate  Commerce 
Commission  asking  that  the  Commission  order  carrier  "ABC" 
to  establish  a  switching  rate  which,  while  being  compensatory, 
will  be  low  enough  to  permit  of  the  absorption  of  same  by 
carriers  "DEF"  and  "GHI."  See  I.  and  S.  Docket  225,  Detroit 
Switching  Charges.  28  I.  C.  C.  494,  and  I.  and  S.  Docket  1011, 
Switching  Absorption,  47  I.  C.  C.  583,  for  an  expression  of  the 
views  of  the  Commission  with  respect  to  matters  of  this  kind. 

Contradiction    Between    Bill   of   Lading   and    Marks  on   Goods 

Ohio. — Question:  In  case  an  express  shipment  is  marked 
for  one  consignee  and  the  express  receipt,  which  was  signed 
by  express  company  driver,  made  to  another  consignee  and  ship- 
ment delivered  as  marked  (to  wrong  consignee),  is  the  express 
company  responsible  and  can  they  be  made  to  pay  a  claim  cov- 
ering value  of  shipment? 

Answer:  While  the  Interstate  Commerce  Commission  has 
held  that  the  carrier  is  not  liable  for  misrouting  in  forwarding 
a  shipment  to  the  destination  shown  on  the  package,  even 
though  a  different  destination  was  shown  on  the  bill  of  lading 
or  express  receipt  (see  Conference  Ruling  433),  it  has  been  held 
that,  in  the  case  of  a  shipment  of  goods  the  point  of  delivery 
called  for  by  the  bill  of  lading  must  control,  though  different 
from  the  marks  on  the  box  of  goods  shipped,  and  must  be  taken 
to  lie  the  contract  of  the  parties.  See  Merchants'  Despatch. 
etc.,  vs.  Moore,  88  111.  136.  30  Am.  Rep.  531;  King  vs.  Deland, 
etc.,  R.  Co.  10  O.  Dec.  8. 


Damage— Liability  for  if  Negligent 

Ohio. — Question:      Khipmi HIM    prop'-rly    packed    m    |,,,.\. 
crates  are  forwarded  via  exprcnH  and  arrive  ;it  de.miniition 
a  stem  broken  In  the  box  or  cratu  for  which   we   lile  claim   tn 
cover.     Alter   they   bar*  completed   their  Investigation,   they  ad- 
vise   UH   as    follows :     "Shipment    delivered    In    good    oid.  i    and 
signed  for  without  exception;    further,  the  nature  of  your 
terlal  is  Mich  that  damage  will  occur  even  with  proper  handling- 
and    we   do    not    feel    that    we    can    annum,     responsibility.     \\v 
respectfully  decline  your  claim." 

While  our  product  in  of  a  brittle  nature,  we  take  greai 
in  packing  of  same  and  in  our  estimation  shipment  ha»  got   io 
receive  some  very  rough  handling  in  order  t.  breakage. 

which  has  been  proven  by  tests  made  at  our  plant  with  con- 
tainers packed  for  shipment.  The  express  company  has  sent 
their  inspectors  to  investigate  the  packing  conditions  at  different 
times,  and  they  agreed  that  we  were  taking  all  precautions 
possible  in  packing  that  they  could  see.  We  place  on  all  con- 
tainers caution  labels  stating  that  contents  are  breakable  and 
should  be  handled  with  care.  In  short,  the  express  company 
will  not  assume  any  liability  covering  shipments  by  us. 

Answer:  Where  the  owner  of  goods  has  unskillfully  packed 
or  loaded  them,  or  has  negligently  performed  his  undertakings 
in  respect  to  the  carriage,  the  carrier  will  be  exonerated  from 
all  liability  for  losses  which  result  from  such  carelessness  of 
the  owner. 

So  it  has  been  held  that  where  a  package  contains  articles 
of  a  brittle  nature,  and  the  carrier  is  not  Informed  of  the  fact 
or  in  any  way  cautioned  as  to  the  degree  of  care  to  be  exercised 
by  him  on  that  account,  he  will  not  be  held  liable  for  any  dam- 
age they  may  have  suffered  by  breakage,  provided  he  has  han- 
dled them  with  ordinary  care.  American  Exp.  Co.  vs.  Perkins 
42  111.  458. 

But  in  order  that  the  carrier  may  be  excused  where  the 
fault  or  mistake  of  the  owner  has  been  instrumental  in  causing 
the  loss,  he  himself  must  not  have  been  at  fault.  The  unaided 
negligence  of  the  owner,  where  it  occasions  the  loss,  will  pre- 
clude him  from  the  right  to  a  recovery.  But  if  the  carrier 
himself  has  been  guilty  of  some  negligent  act  or  omission  with- 
out which,  notwithstanding  the  fault  of  the  owner,  the  loss  would 
not  have  occurred,  he  will  be  liable.  McCarthy  vs.  Railroad  Co 
14  So.  Rep.  370  (Ala.). 

In  an  action  against  a  carrier  for  damage  to  a  shipment 
the  claimant  has  the  initial  burden  of  showing  that  he  delivered 
the  goods  to  the  carrier  in  good  condition  properly  prepared 
for  shipment.  Under  the  common  law  a  prima  facie  case  for 
loss  or  damage  to  goods  shipped  is  made  by  showing  a  delivery 
to  the  carrier  in  good  condition  and  properly  packed,  and  sub- 
sequent delivery  after  transportation  in  bad  condition.  It  is 
not  necessary,  in  an  action  against  a  carrier,  unless  it  is  a 
connecting  carrier,  to  show  that  the  goods  were  lost  or  damaged 
from  any  act  of  the  carrier. 

With  respect  to  the  goods  in  question,  while  the  carrier  may 
refuse  to  make  a  voluntary  settlement  for  damages,  if  a  suit  is 
brought  against  the  carrier  and  you  can  prove  that  your  goods 
are  properly  packed  for  shipment,  we  have  no  doubt  that  you 
can  recover  the  value  of  the  goods  which  have  been  damaged. 
Notice  of  Refused  or  Unclaimed  Freight 

Oregon.— Question:  Some  time  ago  we  made  a  shipment 
from  A  to  C.  This  shipment  was  lost  in  transit.  C  is  a  station 
on  a  different  line  than  A,  so  who  would  be  liable  for  loss  on 
this  shipment  when  it  was  to  be  carried  by  two  separate  car- 
riers? The  initial  carrier  accepted  the  shipment  in  question 
with  the  bill  of  lading  marked  destination  C— via  B,  and  the 
word  "prepaid"  marked  off. 

The  shipment  in  question  was  made  May  20,  1920.  We  were 
notified  by  consignee,  shipment  not  received  about  July  8.  Im- 
mediately this  matter  was  referred  to  the  initial  carrier,  to  have 
the  shipment  traced  and  not  until  August  13  was  shipment 
located  in  freight  shed  of  the  carrier  which  was  to  deliver  to 
destination.  Have  the  carriers  a  right  to  decline  payment  on 
a  claim  when  we  were  not  notified  until  August  13  that  shipment 
in  question  was  refused,  and  as  same  being  perishable  the 
contents  were  of  no  value  to  us  after  lying  in  a  freight  shed 
from  May  20  until  August  13. 

The  stand  the  carriers  take  is  this:  The  initial  carrier 
claims  liability  not  theirs,  as  they  show  clear  delivery  to  des- 
tination carrier,  and  the  destination  carrier  claims  they  are  not 
liable,  as  the  shipment  was  not  hauled  by  them,  but  only  In  their 
freight  house,  therefore  receiving  no  revenue. 

Answer:     Rule    2   of   the   Uniform    Storage   Rules    provides 
that  where  shipments  have  been  plainly  marked  with  the  con- 
signor's name  and  address,  preceded  by  the  word  "from."  no 
shall  Immediately  be  sent  or  given  consignor  of  the  refusal  of 
less-than-carload  shipments  and  that  unclaimed  less-than-carload 
shipments  will  be  treated  as  refused  after  15  calendar  days  from 
expiration    of   free    time.     The   courts    have   also   held    that,   in 
addition    to    warehousing    the    goods,    the    carrier    is    ordinarily 
chargeable  with  the  duty  oi   notifying  the  consignor  of  ihe  con 
signee's  failure  or  refusal  to  accept  the  goods,     li   appears  that. 
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in  the  instant  case,  no  notice  of  arrival  was  given  the  consignee 
nor  was  the  consignor  advised  of  the  non-delivery  of  the  goods. 
We  are  therefore  of  the  opinion  that  the  value  thereof  can  be 
recovered. 

Assuming  that  the  two  carriers  in  question  are  carriers  sub- 
ject to  the  Cummins  amendment,  namely,  section  20  of  the  act 
to  regulate  commerce,  a  suit  for  the  loss  of  the  shipment  may 
be  brought  against  the  initial  carrier,  the  initial  carrier  being 
liable  for  loss  or  damage  occurring  on  the  lines  of  its  connec- 
tions as  well  as  its  own  line,  under  the  Cummins  amendment. 
The  shipper  is  not  compelled  to  determine  on  which  carrier's 
line  the  loss  or  damage  occurred. 

Damage — Deduction  for  Tolerance  and  Shrinkage  in  Coal 
Illinois. — In  our  answer  to  "California,"  February  5,  under 
the  above  caption  we  made  the  statement  that  in  presenting 
claims  for  loss  in  weifjiit  the  tolerance  for  shrinkage  due  to 
evaporation,  in  addition  to  the  tolerance  resulting  from  variation 
in  scale  weights,  should  be  taken  into  account  in  arriving  at  the 
amount  of  damage  for  which  the  carrier  is  liable.  Exception  is 
taken  to  this  statement  by  one  of  our  correspondents,  his  view  being 
that  the  question  of  either  scale  or  moisture  tolerance  has  nothing 
whatever  to  do  with  the  question  of  loss  ordamage.  While  we  are 
not  convinced  that,  where  tariffs  lawfully  on  file  with  the  Inter- 
state Commerce  Commission  provide  for  deduction  due  to  varia- 
tion in  scales  or  weighing  or  due  to  evaporation,  such  differences 
in  weights  may  not  be  considered  in  determining  the  amount  of 
damage  for  which  a  carrier  is  liable,  in  the  absence  of  court  de- 
cisions, we  must  necessarily  modify  our  answer  to  the  extent  of 
stating  that  the  matter  is  in  an  unsettled  state  at  present. 

CLARK  ON  RATE  REDUCTIONS 

The  Traffic  World  Washington  Bureau 

Chairman  Clark,  of  the  Commission,  in  a  letter  replying  to 
Senator  Harris,  of  Georgia,  who  inquired  as  to  the  probability  of 
a  reduction  in  freight  rates,  said  that  under  existing  circum- 
stances it  was  difficult  to  find  an  argument  in  favor  of  reducing 
rates,  except  where  it  could  be  shown  that  the  rates  were  stifling 
traffic.  This  was  the  second  letter  written  by  Chairman  Clark  to 
Senator  Harris  on  the  subject  of  rates,  the  first  having  been 
printed  in  The  Traffic  World,  January  1,  p.  29.  The  letter 
follows : 

"I  wish  it  were  possible  for  me  to  write  you  encouragingly 
in  response  to  your  letter  of  the  3d  instant,  but  I  do  not  see  that 
I  can  add  to  what  I  said  in  my  letter  to  you  of  December  22,  on 
the  same  subject,  to-wit,  the  probability  of  reductions  in  freight 
rates. 

"The  situation  is  not  so  good  now  as  it  was  in  December. 
There  has  been  quite  a  substantial  falling  off  in  general  traffic. 
The  average  operating  ratio  of  the  railroads  of  the  United  States 
is  something  over  90.  That  means  that  for  every  dollar  that  the 
railroads  earn  they  pay  out  in  operating  expenses  more  than  90 
cents.  Due  to  the  narrow  margin  between  revenue  and  operat- 
ing expenses  a  great  many  roads  are  not  earning  their  operating 
expenses  and  fixed  charges  and  a  good  many  are  not  even  earn- 
ing their  operating  expenses.  Under  these  circumstances  it  is 
difficult  to  find  an  argument  in  favor  of  reducing  rates  unless  in 
instances  in  which  it  can  be  shown  that  the  rates  are  stifling 
the  traffic  and  that  lower  rates  which  would  still  be  compen- 
satory would  effect  a  movement  from  which  there  would  be 
some  return. 

"I  have  just  been  going  over  some  figures  of  the  shipments 
of  fruits  and  vegetables  from  Florida  for  the  season  1920-1921 
as  compared  with  the  season  1919-1920.  These  figures  show  that 
from  November  1,  1919,  to  February  28,  1920,  both  dates  inclu- 
sive, the  number  of  carloads  of  fruits  and  vegetables  shipped 
from  Florida  by  rail  was  26,886  as  compared  with  28,420  car- 
loads during  the  same  period  in  the  season  of  1920-1921." 


PROTESTS  AGAINST  HIGH  RATES 

The  Traffic  World  Washington  Bureau 

Senator  Fletcher,  of  Florida,  submitted  to  the  Senate,  March 
8,  three  letters  from  Alabama  and  Florida  protesting  against 
what  the  senator  said  were  "excessive  freight  rates."  They  were 
referred  to  the  Senate  committee  on  interstate  commerce. 

In  one  of  the  letters,  R.  W.  Storrs,  of  De  Funiak  Springs, 
Fla.,  complained  of  freight  rates  and  railroad  wages  as  follows: 

May  I  express  the  hope  that  one  of  the  first  acts  of  the  special 
session  of  Congress  will  he  an  amendment  of  the  present  law  that 
enables  the  wage  labor  board  to  hold  up  the  present  outrageous 
wage  scale  for  railroad  employees.  In  my  opinion,  nothing  is  doing 
more  to  keep  up  war  conditions  than  this. 

For  instance,  a  depot  porter  here  works  in  the  forenoon  for  a 
transfer  company  and  goes  on  duty  in  the  afternoon  for  the  railroad 
company.  The  other  porter  cleans  the  spittoons  and  sweeps  the  wait- 
ing rooms  in  the  morning,  and  the  whole  duty  of  the  afternoon  man 
is  to  carry  one  mail  to  the  post  office  and  back,  possibly  an  hour's 
work.  For  this,  under  the  present  system,  he  draws  $87.50  per 
month;  and  fifth-class  freight  from  Chicago  Is  about  $1.50  per  100 
pounds.  Freight  on  nails  from  Mobile  is  89  cents  per  keg.  The 
farmer  is  having  to  accept  50  per  cent  of  war  prices  for  what  he 
nan  to  sell  and,  because  manufacturing  wage  scales  are  kept  up  by 
the  railroad  scale,  has  to  pay  90  per  cent  of  war  prices  for  what  ho 
has  to  buy.  It  looks  to  me  as  if  it  were  time  for  a  change. 


C.  W.  Zaring,  president  of  C.  W.  Zaring  &  Co.,  Jacksonville, 
Fla.,  wrote  as  follows: 

We  have  had  some  correspondence  with  you  regarding  freight 
rates.  We  realize  how  difficult  it  is  to  do  anything  with  them,  but 
conditions  are  going  to  be  bad  with  us  until  we  can  get  the  last  ad- 
vance in  railroad  wages,  freight  rates,  and  passenger  rates  cut  off. 
Tfce  travel  to  Florida  is  light,  and  it  is  attributed  very  largely  to 
the  higher  cost  of  traveling  at  the  present  time.  One  of  our  Jackson- 
ville hotels  advises  us  that  their  room  rent  is  about  $7,500  per  month 
less  at  present  than  it  was  at  the  same  time  last  year.  We  see  some 
accounts  of  freight  traffic  being  about  33%  per  cent  less  than  it  was 
last  October.  All  the  roads  have  idle  cars.  This  may  not  be  caused 
entirely  by  the  high  freight  rates,  but  that  is,  I  think,  largely  the 
case,  for  people  can  not  afford  to  transport  goods  from  one  place  to 
another  at  these  high  freight  rates  and  stand  the  chance  of  losing 
money  on  the  shipments. 

These  high  rates  enter  into  the  cost  of  goods  unless  the  merchants 
stand  an  absolute  loss.  We  want  to  give  you  a  few  instances  of  these 
high  freight  rates  compared  with  the  value  of  the  goods: 

Car  of  potatoes  shipped  us  from  Houlton,  Me.,  invoiced  at  $1,095, 
delivered  Jacksonville*  Shippers  allowed  for  insurance,  heating 
charges,  freight  and  war  tax  $431.61,  leaving  net  amount  of  invoice 
$668.39. 

Car  of  onions  from  Chicago,  invoiced  at  $490.  delivered  Jackson- 
ville. Shippers  allowed  freight  and  war  tax,  $211.97,  leaving  net 
amount  of  invoice  $278.03. 

Car  of  alfalfa  meal  shipped  us  from  Lamar,  Colo.,  invoiced  at  $675, 
delivered  Jacksonville.  Deduction  was  made  for  freight  and  war  tax 
of  $330,  leaving  net  amount  of  invoice  $345.  Now.  these  same  goods 
can  be  bought  to-day  at  $560  delivered  Jacksonville,  and,  of  course, 
the  freight  and  war  tax  would  be  unchanged,  $330,  leaving  net  amount 
of  invoice  $230.  You  can  see  that  at  the  present  time  the  freight  and 
war  tax  would  amount  to  $100  more  per  car  than  the  actual  value  of 
the  goods. 

Coming  to  our  own  State  the  freight  and  refrigeration  from  San- 
ford  to  New  York  on  cabbage  is  $1.01  per  crate,  while  the  New  York 
market  is  about  $1.25  to  $1.75  per  crate.  The  freight  and  refrigeration 
on  lettuce  from  Sanford  to  New  York  is  $1.01  per  crate  without  the 
war  tax.  and  the  market  on  lettuce  in  New  York  is  $1  to  $1.26  !><•> 
crate.  The  freight  on  oranges  from  Lakeland  to  New  York,  without 
refrigeration,  is  $1.05  per  box;  the  market  in  New  York  is  about  $2.25 
per  box.  You  will  therefore  see  that  we  are  getting  back  practicallj 
nothing  for  our  Florida  perishable  crops  after  allowing  for  the  expense 
of  gathering,  packing,  and  shipping.  Nearly  all  of  our  crop  is  going 
in  freight. 

A  man  who  is  supposed  to  be  very  close  to  the  labor  element  tells 
the  writer  that  the  unions  would  not  object  to  the  lowering  of  wages 
if  freight  rates  were  also  lowered,  but  he  claims  that  the  unions  an- 
fighting  the  lowering  of  wages  because  the  railroads  did  not  propose 
to  lower  freight  and  passenger  rates.  If  the  freights  were  lowered,  it 
would  bring  down  the  cost  of  goods  and  reduce  the  cost  of  living  to 
that  extent,  and  if  it  did  not  do  this  it  would  help  the  farmer  to 
realize  the  cost  of  production,  which  he  is  unable  to  do  at  present.  We 
do  not  believe  that  things  can  get  anything  like  normal  until  the  last 
advance  in  railroad  wages  and  freight  and  passenger  rates  is  cut  off. 
nor  do  we  believe  that  the  people  will  be  content  until  this  is  done. 
Other  lines  of  business  are  finding  it  very  difficult  to  adjust  wages 
and  salaries  with  the  railroad  people  paying  what  they  are  at 
present.  Certainly  no  one  is  content  with  the  present  high  freight 
and  passenger  rates. 

R.  C.  Houser,  of  the  Houser  Auction  &  Sales  Co.,  Mont- 
gomery, Ala.,  wrote  as  follows: 

The  writer  noticed  where  you  were  trying  to  get  some  relief  for 
the  growers  of  Florida  fruits  and  vegetables.  The  undersigned  is  in 
business  in  the  city  of  Montgomery,  Ala.,  selling  fruits,  vegetables, 
and,  in  fact,  everything  that  is  grown  on  the  farm. 

Mr.  R.  H.  Ray,  of  Palmetto.  Fla.,  made  a  shipment  of  cabbage. 
The  freight  on  the  cabbage  crates  was  $1.07  each.  The  crates  ayei- 
aged  50  pounds,  tare  8  pounds,  leaving  42  pounds  net.  By  retailing 
some  of  these  cabbage  and  wholesaling  some  of  the  other,  we  were 
able  to  net  Mr.  Ray  80  cents  per  crate,  express  $1.07,  and  we  only 
received  20  cents  or  $2,  for  handling  these  cabbage,  all  of  which  was 
caused  by  the  almost  prohibitive  express  rate  from  Palmetto.  Fla. 
From  Mobile,  Ala.,  there  was  shipped  in  the  same  grade  of  cabbage 
by  freight. 

The  Alabama  Storage  &  Ice  Co.,  offered  this  firm  these  cabbage 
at  $2.25  per  crate  of  115  pounds,  which  is  a  little  less  than  the  freight 
or  express  would  have  been  from  Florida.  There  was  shipped  one  car 
of  oranges  to  us  in  bulk.  The  freight  on  same  \yas  $306.  As  a  general 
run,  the  oranges  we  receive  in  hulk  the  freight  is  from  $230  to  $260,  so 
you  can  see  for  yourself  that  the  railroad  and  the  express  company 
are  getting  the  biggest  part  of  the  money  that  is  paid  for  oranses  and 
cabbages  in  this  city.  If  some  relief  is  not  given,  the  grower  in 
Florida  will  only  have  the  points  within  his  own  State  to  ship  to,  and. 
in  fact,  this  will  be  the  same  for  all  States. 

Anything  that  the  undersigned  can  do  to  help  lower  these  rates 
will  only  be  too  glad  to  help  you. 


RATE   REDUCTIONS   IN    MICHIGAN 

The  Transportation  Club  of  Flint,  Michigan,  has  adopted 
resolutions  declaring  that,  whereas  "the  betterment  of  transpor- 
tation services  requiring  purchase  of  needed  equipment  and 
additional  facilities  is  an  important  necessity  in  speeding  eco- 
nomic readjustments;  and  whereas,  the  present  schedule  of 
rates  as  prescribed  in  Ex  Parte  74  Is  not  producing  for  the  rail- 
roads the  financial  returns  contemplated  by  the  act  of  1920,  thus 
proving  that  high  rates  are  of  no  value  unless  traffic  moves  under 
them;  and  whereas,  the  railroads  in  southern  Michigan,  by  rea- 
son of  excessive  rates  on  sand,  gravel,  and  other  road-building 
material,  are  depriving  themselves  of  millions  of  dollars  in  reve- 
nue and  the  respective  communities  of  very  badly  needed  im- 
proved highways;  be  it  resolved  that  the  Michigan  railroads  be 
urged  to  give  serious  consideration  to  voluntary  rate  reductions 
on  these  commodities  in  line  with  the  thoughts  recently  ex- 
pressed by  the  Interstate  Commerce  Commission." 


PAYMENT   FOR   LOCOMOTIVES 

The  Norfolk  &  Portsmouth  Belt  Line  has  applied  to  the 
Commission  for  authority  to  give  notes  aggregating  $63,900  to 
the  Baldwin  Locomotive  Works  as  part  payment  for  two  loco- 
motives. 
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Personal  Notes 


work  of  that  bureau  HH  pertaining  in  petroleum  product*  In  tank 
cars.  W.  M.  Porteui,  with  the  Canadian  Pacific  at  8t.  Loula. 
entertained  with  several  longs. 


S.  R.  Hosmer,  the  new  president  of  the  Traffic  and  Trans- 
portation Association  of  Pittsburgh,  is  one  of  the  younger  mem- 
bers of  the'  organization, 
but  he  has  been  long  In 
the  traffic  business.  He 
is  connected  with  the 
Jones  and  Laughlin  Steel 
Company.  He  entered  the 
railroad  game  March  16, 

1906,  In     the     Pittsburgh 
District  office  of  the  Union 
Pacific  Railroad  Company, 
which    at   that    time    was 
under    the   supervision   of 
G.     G.     Herring,     general 
agent.    He  left  the  service 
of   that   line   February    1, 

1907,  to    take    a    position 
with  the  Lake  Shore  and 
Michigan    Southern    Rail- 
road,   and    held    the    posi- 
tions    of     general     office 
clerk,  trace  clerk,  tonnage 
clerk,  and  rate  clerk,  until 
August   1,   1915,   when   he 
became       assistant       rate 
clerk  in  the  traffic  depart- 
ment   of    the    Jones    and 
Laughlin    Steel    Company, 
with  F.  A.  Ogtien,  general 
freight  agent.     In  a  short 
time   he   was  advanced   to 

rate  clerk  and  later  to  assistant  to  the  chief  clerk  in  the  export 
division  of  the  traffic  department.  September  1,  1920,  Mr.  Ogden 
made  Mr.  Hosmer  the  recipient  of  a  promotion,  advancing  and 
transferring  him  to  the  Pittsburgh  warehouse  of  the  concern  in 
the  capacity  of  traffic  representative,  which  position  he  now 
holds.  He  has  been  actively  connected  with  the  Traffic  and 
Transportation  Association  of  Pittsburgh  since  its  organization. 
He  held  the  office  of  recording  secretary  for  three  years,  was 
chairman  of  the  by-laws  committee,  chairman  of  the  membership 
committee,  chairman  of  the  publicity  committee,  and  was  elected 
to  serve  as  vice-president  for  the  year  just  past. 

C.  C.  Gray  has   been   appointed   commercial   freight   agent 
for  the  Western  Maryland  at  Minneapolis,  vice  J.  E.  Hutchinson 
transferred  to  Cleveland. 

T.  P.  Wade  has  been  appointed  division  freight  agent  for 
the  Central  of  Georgia  at  Columbus,  Ga. 

Charles  J.  Sprague,  for  the  last  six  years  freight  claim 
investigator  for  the  New  York  Central  at  Buffalo,  has  become 
traffic  manager  for  O.  H.  Willson,  wholesale  produce,  Lockport, 
N.  Y. 

G.  W.  Ripley  has  been  appointed  freight  representative  for 
the  Merchants  &  Miners  Transportation  Company  at  Phila- 
delphia. 

The  Chesapeake  &  Ohio  has  announced  the  appointment  of 
Arthur  F.  Long  as  commercial  agent  at  Minneapolis,  vice  F.  J. 
Vanderblue,  who  has  been  promoted. 

D.  R.  Peck  has  been  appointed  general  agent  for  the  Kansas. 
Oklahoma  &  Gulf  Railroad  at  Chicago. 

T.  E.  Harris  has  been  appointed  traffic  manager  for  the 
Gulf  &  Ship  Island  Railroad  at  Gulfport,  Miss. 

Through  an  error  in  telegraph  transmission  the  name  of 
H.  R.  Park,  traffic  manager  of  the  Chicago  Live  Stock  Exchange, 
was  incorrectly  given  in  a  Washington  dispatch  in  the  March 
5  issue  of  The  Traffic  World  as  George  Parks. 

Oscar  A.  Constans,  traffic  manager  of  the  northwest  region 
for  the  Baltimore  &  Ohio,  died  March  8  at  his  home  in  Chicago. 
Mr.  Constans  was  59  years  old  and  had  been  in  the  service  of 
the  B.  &  O.  since  1883. 

Edmund  D.  Brigham,  assistant  freight  traffic  manager  for 
the  Chicago  &  Northwestern,  died  suddenly  March  5.  He  en- 
tered the  service  of  the  Northwestern  48  years  ago  and  had 
been  in  Chicago  for  the  last  39  years. 

DOINGS  OF  THE  TRAFFIC  CLUBS 

The  topic  for  discussion  at  the  monthly  meeting  of  the  York 
Traffic  Club,  held  in  the  club  rooms,  March  10,  was  "The  Duties 
of  the  Industrial  Traffic  Man." 


At  the  monthly  meeting- of  the  Industrial  Traffic  Club  of  the 
Niagara  Frontier,  In  Buffalo,  March  4.  the  express  commit!*" 
announced  that  the  »26  penalty  for  the  retention  of  express 
equipment  beyond  48  hours  had  been  suspended.  It  wan  also 
announced  that  a  committee  of  club  members  had  filed  a  com 
plaint  with  the  Commission  attacking  the  rates  on  bltumlnonti 
coal  from  Pittsburgh  to  Buffalo  and  a  request  was  made  to  have 
all  interested  Individuals  Intervene  In  the  case. 


Samuel  M.  Vauclain,  president  of  the  Baldwin  locomotive 
Works,  is  to  be  the  principal  speaker  at  the  Inaugural  III>->-HMK 
of  the  Traffic  Club  of  Philadelphia,  at  the  Hfll«-vu.- Stratford. 
March  14.  The  new  officers  will  be  installed  at  this  meeting,  at 
which  Karl  Bloomlngdale,  president  of  the  Poor  Richard  riuli. 
will  also  speak. 


The  speaker  selected  for  the  luncheon  of  the  Traffic  Club 
of  Chicago,  March  17,  is  P.  S.  Eustis,  pa«senger  traffic  manager 
of  the  C.  B.  &  Q.  Mr.  Eustis1  topic  will  be  "Why  Is  a  Pullman 
Car?" 


The  Traffic  Club  of  Chicago,  at  its  "Get-Together"  traffic  dJs- 
cussion  March  24,  will  consider  weighing1  and  weighing  charges. 

The  Pittsburgh  unit  of  the  Traffic  Group  of  the  National  Re- 
tail Dry  Goods  Association  at  Its  meeting  March  8  was  addressed 
by  R.  E.  Cook,  assistant  general  freight  agent,  Pennsylvania 
R.  R.,  who  talked  on  the  closer  co-operation  between  shippers 
and  carriers.  The  freight  committee  reported  package  car  serv- 
ice was  arranged  between  Grand  Rapids,  Chicago,  Indianapolis, 
Toledo,  Cleveland,  St.  Louis,  Louisville,  Cincinnati,  Columbus. 
Philadelphia  and  Baltimore,  offering  second  and  third  morning 
delivery.  It  also  has  under  advisement  the  routing  of  less  car- 
load business  from  points  beyond  Chicago  in  package  cars  to 
Chicago  and  arrangements  for  transfer  to  connecting  lines  for 
Pittsburgh.  W.  C.  Schofleld,  chairman  of  the  freight  committee, 
impressed  on  members  the  necessity  of  advising  of  any  delayed 
shipments  in  order  that  the  same  could  be  taken  up  with  the 
carriers.  The  committee  on  claims  and  tracers  reported  that  the 
claims  had  been  taken  up  with  the  carriers,  thereby  securing 
adjustment  of  the  majority  of  the  outstanding  claims,  and  that 
the  carriers,  including  the  express  company,  were  ready  to  make 
prompt  adjustments  of  claims  but  insisted  that  they  be  presented 
in  the  proper  manner  with  all  facts.  The  express  committee 
made  a  report  in  regard  to  the  handling  of  New  York  to  Pitts- 
burgh business. 


The  Transportation  Club  of  Tulsa  held  its  regular  meeting 
and  dinner  at  the  Hotel  Tulsa,  March  7.  Mr.  Hoi  lings  worth, 
president  of  the  American  Association  of  Engineers,  spoke  on 
the  proposed  Tulsa  Union  Depot  which  his  organization  is  fos- 
tering. J.  N.  Scott,  of  the  Bureau  of  Explosives,  spoke  on  the 


NEW  ENGLAND  R.  R.  SITUATION 

The  executive  committee  of  the  New  England  Traffic  League, 
R.  L.  French,  chairman,  has,  under  date  of  March  2,  presented 
the  following  statement  on  the  New  England  railroad  situation 
to  the  directors  of  the  New  England  railroads: 

Under  the  authority  conferred  by  the  New  England  Traffic  League 
the  Executive  Committee  of  the  League,  in  executive  session,  has 
considered  the  proposals  of  the  New  England  carriers  placed  before 
the  governors  of  the  New  England  States  on  February  26.  and  notes 
with  alarm  that  the  only  remedy  proposed  is  that  the  shippers  and 
receivers  shall  pay  increased  rates. 

The  Transportation  Act  provides  a  means  of  getting  before  th. 
Labor  Board  any  matters  relating  to  wages  or  working  conditions 
which  the  carriers  believe  to  be  harmful  to  their  or  the  public  Interest. 
The  public  has  no  mean?  of  taking  action  before  the  Labor  Board 
with  respect  to  such  matters,  nor  has  it  any  standing  with  the  rail- 
road labor  organizations,  with  which  it  has  no  direct  dealing:  it  is 
wholly  dependent  on  the  carriers,  who  can.  by  failure  to  proceed  with 
the  question  of  labor  costs,  place  the  shippers  in  the  position  of  at- 
tempting to  steer  between  the  scylla  of  high  tariff  charges  and  the 
eharybdls  of  inefficient  operation  of  the  carriers. 

Since  September  1,  1920,  the  carriers  have  been  aware  that  wages 
paid  to  several  classes  of  employes  have  been  entirely  out  of  lin. 
with  wages  paid  by  other  Industries  for  the  same  class  of  work.  In- 
stead of  proceeding  In  an  orderly  way  to  bring  this  question  before 
the  Labor  Board,  they  have  attempted  a  short  cut  through  a  cam- 
paign of  publicity,  and  have  utterly  failed  to  accomplish  any  result 
commensurate  with  the  efforts  expended.  Valuable  time  has  been  lost 
by  this  procedure,  for  the  carriers  today  are  substantially  where  they 
were  on  September  1,  1D20. 

The  carriers  In  New  England  have  claimed  that  the  conditions  li.  :• 
are  substantially  different  from  those  In  some  sections  of  the  count  r>. 
but  instead  of  attempting  the  formation  of  adjustment  boards  either 
Individually  or  In  New  England  as  a  whole  they  have  followed  the  lead 
of  others  in  trying  to  set  aside  the  present  agreements  without  con- 
ference with  their  men  as  provided  by  law. 

The  New  England  Traffic  League  Is  unwilling  to  approve  an  In- 
crease In  rates  in  view  of  this  most  Inexcusable  failure,  nnd  feels  that 
it  Is  time  the  directors  of  these  roads  take  action  that  will  not  only 
make  unnecessary  a  further  Increase,  but  which  may  give  50110 
assurance  that  charges  that  are  now  BO  high  as  to  divert  business 
from  the  roads  may  be  go  adjusted  as  to  Increase  the  amount  of 
traffic  handled  by  these  lines. 

The  League  further  recommends  that  the  directors  make  a  care- 
ful survey  of  operating  conditions  on  their  respective  lines  with  a 
view  to  Improving  these  conditions  wherever  possible,  for  It  must  !>•• 
clear  to  all  who  are  willing  to  see  that  condition*  cannot  contlnu< 
at  present,  and  that  unless  there  la  a  co-ordination  of  effort  among 
the  various  operating  departments,  with  a  consequent  reduction  in 
costs,  only  one  result  can  be  expected. 

During  the  w.ir.  the  shippers  made  every  possible  sacrifice  to 
help  the  New  England  roads,  and  the  League  Is  of  the  opinion  that 
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these  efforts  on  the  part  of  the  public  are  not  only  not  appreciated, 
but  are  misconstrued  into  meaning  that  the  executives  can  tax  them 
to  the  limit  without  fear  of  opposition.  The  motive  which  Prompted 
these  carriers  to  appeal  first  to  the  chief  executives  of  the  New  Eng- 
land States  instead  of  to  the  shippers,  with  whom  the  carriers  had 
a  solemn  agreement  first  to  take  up  any  further  advances  cannot 
be  approved,  but  is  most  heartily  condemned.  If  the  time  has  ai  rived 
when  no  confidence  can  be  placed  in  the  word  of  a  railroad  executive 
the  sooner  the  shipper  understands  this  the  better  it  will  be,  for  if 
those  in  charge  of  these  properties  cannot  command  /he  respect  of 
their  patrons,  the  directors  can  do  no  better  service  to  their  stock- 
holders than  to  replace  those  in  control  by  men  who  will  have  some 
respect  for  an  agreement.  In  none  of  these  proposals  have  the  car- 
riers Indicated  any  intention  of  cleaning  house,  but  apparently  pro- 
poJe  to  continue  the  present  inefficient  methods  of  operation  which 
shippers  generally  believe  to  exist,  particularly  on  the  New  Haven 
ltn«d  and  possibly  on  other  lines. 

Tht  League  desires  to  be  frank  with  you,  for  it  is  most  anxious 
to  see  the  New  England  roads  successfully  and  profitably  operated. 
Its 'members  are  not  unwilling  to  pay  all  that  can  be  reasonably  ex- 
nected  for  good  service,  but  they  are  not  willing-  to  be  placed  at  any 
L'-oater  disadvantage  in  competing  with  manufacturers  in  other  sec- 
Uons,  untfl  it  can  be  definitely  demonstrated  that  the  New  England 
oads  are  honestly  and  efficiently  operated,  and  that  no  other  possible 
means  of  salvation  can  be  found  except  that  of  advancing  rates 

It  is  clear  to  the  business  interests  of  New  England  that  if  the 
increasing  of  rates  is  carried  much  further  the  carriers  will,  like 
Sampson  ruin  themselves  by  pulling  down  the  industrial  structure 
upon  which  they  are  solely  dependent  and  upon  which  the  prosperity 

°f  *If*anvntair™ffs  covering  the  increased  rates  mentioned  at  the  con- 
ference with  the  New  England  governors  are  filed,  the  League  will 
oppose  them  to  the  best  of  its  ability,  and  will  petition  the  Interstate 
Ctommerce  Commission  to  make  a  full  investigation  of  the  operation 
of  the  New  England  carriers  proposing  the  advance. 

The  New  England  Traffic  League  places  its  views  before  you  in 
the  hope  that  vou  will  take  some  action  that  will  result  in  a  more 
efficient  and  economical  operation  of  -the  New  England  railroads  and 
the  rehabilitation  of  the  confidence  of  the  shippers,  which  has  been 
seriously  shaken  by  the  action  of  the  railroad  executives. 

AMENDMENT  TO  POMERENE  LAW 

The  Traffic  World  Washington  Bureau 

An  effort  is  to  be  made  at  the  coming  session  of  Congress, 
which  will  probably  be  called  by  President  Harding  to  meet 
early  in  April,  to  amend  the  Pomerene  bill  of  lading  law  so 
as  to  get  rid  of  the  provisions  forced  into  it  by  the  insistence 
of  W.  C.  Adamson,  who  was  chairman  on  the  House  committee 
on  interstate  and  foreign  commerce  at  the  time  the  Pomerene 
bill  was  passed  in  August,  1916. 

This  move  is  being  made  by  the  committee  on  commerce, 
trade  and  commercial  law  of  the  American  Bar  Association,  of 
which  the  members  are  Francis  N.  James,  Washington;  W.  H. 
H.  Piatt,  Kansas  City;  Joseph  F.  O'Connell,  Boston;  A.  V.  Can- 
non, Cleveland,  and  Charles  R.  Brock,  Denver.  That  committee 
will  hold  a  hearing  at  the  rooms  of  the  Merchants'  Association 
in  New  York  May  2.  This  committee  held  hearings  on  the  same 
subject  at  the  same  place  in  April,  1920.  At  that  meeting  a 
proposed  draft  of  amendments  to  the  bill  was  subjected  to  sug- 
gestions and  criticisms  uttered  by  shippers,  carriers  and  attor- 
neys interested  in  commercial  law.  The  draft  of  the  measure 
to  be  considered  at  the  meeting  May  2  is  the  outcome  of  sug- 
gestions made  in  April,  1920. 

It  was  one  of  the  primary  purposes  of  the  Pomerene  law 
lo  draw  a  sharp  and  clear  commercial  distinction  between  a 
"straight"  bill  of  lading  and  an  "order"  bill.  The  House  added 
an  amendment  to  section  3  of  the  original  bill  as  it  passed 
the  Senate,  so  that  an  order  bill  could  be  turned,  in  effect,  into 
a  straight  bill  by  an  indorsement  on  its  face.  The  committee 
that  is  handling  the  matter  is  of  the  opinion  that  a  person,  in 
the  beginning,  knows  whether  he  wishes  a  straight  or  an  order 
bill  of  lading  and  that  when  he  wants  a  straight  bill  he  should 
ask  for  it  and  not  ask  for  an  order  bill,  which,  by  means  of  an 
indorsement  on  its  face,  might  be  changed  into  something  for 
the  deception  of  the  public.  It  is  proposed  to  amend  section  3 
of  the  law  so  as  to  restore  it  as  it  originally  passed  the  Senate. 

The  old  practice  of  the  carriers  was  to  have  only  one  form 
of  bill  and  to  turn  a  straight  bill  into  an  order  was  accom- 
plished by  writing  into  the  bill  before  the  name  of  the  consignee 
the  words  "order  of."  This,  the  committee  has  concluded,  led 
to  great  abuses,  fraud  and  injury  to  the  public.  The  Pomerene 
bill,  as  originally  introduced  in  1912,  required  the  words  "order 
of"  to  be  printed  in  the  form  of  the  bill  of  lading. 

In  view  of  a  suggestion  made  that  the  Interstate  Commerce 
Commission  has  power,  under  the  act  of  June  18,  1910,  to  pre- 
scribe the  issue,  form  and  substance  of  bills  of  lading,  this 
requirement  in  the  original  draft  of  the  Pomerene  law  was 
omitted  in  the  bill  of  1916.  In  its  decision  in  the  bill  of  lading 
case,  June  27,  1908,  the  Commission  recommended  two  forms 
of  bills  of  lading,  one  for  the  straight,  and  another  for  the 
order. 

According  to  a  statement  issued  by  the  bar  association  com- 
mittee, which  is  to  hold  a  meeting,  notwithstanding  the  general 
belief  in  the  legal  and  commercial  world  that  the  Commission 
would  adhere  to  the  decision  of  1908,  it  prescribed  but  a  single 
form  of  bill  of  lading  in  a  supplemental  decision  of  April  14, 
1919. 

"This  action  of  the  Commission  came  as  a  great  surprise 
and  caused  very  general  criticism,"  says  a  statement  by  the 
committee. 


The  Commission  now  has  under  consideration  the  same 
subject  and  is  expected,  in  the  near  future,  to  issue  further 
supplemental  reports.  One  of  the  principal  and  admitted  ob- 
jects of  the  proposed  revision  of  the  third  section  of  the  Pom- 
erene law  is  to  prevent  the  Commission  from  falling  into  what 
the  committee  calls  "the  same  blunder"  of  prescribing  but  one 
form  of  bill  of  lading,  and  to  make  it  certain  that  that  body  will 
be  required  to  prescribe  two  forms  and  to  require  it  to  direct 
that  the  words  "or  order"  be  printed  on  the  form. 

The  bill  also  recasts  and  rearranges  those  parts  of  the  bill 
of  lading  law  having  to  do  with  the  notation  of  shipper's  load 
and  count,  the  object  being  to  make  certain  that  by  no  method 
will  the  words  "shipper's  load  and  count"  or  anything  purport- 
ing to  convey  the  same  idea,  be  placed  on  an  order  bill  of  lading 
covering  a  shipment  which  the  carrier  has  had  reasonable  op- 
portunity to  check. 

SAND,  MUSCATINE  TO  CHICAGO 

The  establishing  of  a  $1  a  ton  commodity  rate  on  river  sand 
from  Muscatine,  la.,  to  Hawthorne,  in  the  Chicago  switching 
district,  on  the  C.  B.  &  Q.,  and  the  awarding  of  reparation  on 
shipments  totaling  43  cars  made  in  1919  and  1920,  on  which  a 
$2.20  rate  was  paid,  were  asked  for,  in  Docket  No.  12125,  Amer- 
ican Magnesia  Products  Company  vs.  Muscatine,  Burlington  & 
Southern  et  al.,  hearing  on  which  was  held  before  Examiners 
Mackley  and  de  Quevedo  in  Chicago  March  11. 

The  rate  paid,  as  testified  to  by  A.  T.  McDonough,  traffic 
manager  for  the  complaining  company,  and  R.  F.  Shannon,  an- 
other employe  of  the  company,  was  the  full  class  E  rate.  Had 
the  shipments  moved  via  the  Rock  Island,  it  was  stated,  they 
would  have  moved  on  a  commodity  basis  equal  to  that  asked. 
Mr.  Shannon  explained  that  the  shipments  were  routed  over 
the  road  carrying  the  highest  rate  because  the  service  rendered 
thereon  was  superior  to  that  of  the  C.  B.  &  Q.  Although  the 
first  part  of  the  route  selected  was  over  the  Muscatine,  Burling- 
ton &  Southern,  a  road  which  was  not  involved  in  hauls  over 
the  Rock  Island,  as  that  road  entered  Muscatine  direct,  the  de- 
lay incident  to  the  switching  of  cars  over  the  Chicago  Belt  Line 
to  the  Chicago  &  Illinois  Western,  on  which  the  complaining 
company's  plant  is  located,  more  than  offsets  this  advantage, 
he  said.  The  Burlington  connects  directly  with  the  C.  &  I.  W. 
and  so  rendered  an  alleged  superior  service. 

Henry  Christiansen,  of  the  traffic  department,  C.  B.  &  Q., 
was  placed  on  the  stand  by  the  defendants  and  testified  as  to 
the  reasonableness  of  the  sand  rates.  He  introduced  an  exhibit 
purporting  to  show  that  the  rates  on  the  C.  B.  &  Q.  on  sand 
from  other  points  on  the  west  bank  of  the  Mississippi  were 
considerably  higher  than  the  rates  in  question,  but  did  not  show 
rates  on  other  lines  from  the  same  points. 

A  letter  from  the  general  superintendent  of  the  Muscatine, 
Burlington  &  Southern  was  introduced  which  was  written  in 
answer  to  an  inquiry  as  to  why  the  shipper  should  have  chosen 
the  route  involved  instead  of  the  more  direct  haul,  the  Burling- 
ton distance  being  253  miles,  while  the  Rock  Island  haul  would 
have  been  only  222.  The  letter  said  that  restrictions  were  in 
force  on  the  Rock  Island  at  the  time  the  shipments  moved 
which  made  it  difficult  to  obtain  the  gondola  cars  necessary  to 
move  sand.  Mr.  Christiansen  also  said  that  a  revision  of  the 
sand  rates  from  Muscatine  to  Chicago  on  the  C.  B.  &  Q.  would 
necessitate  a  general  revision  of  the  same  rates  between  inter- 
mediate points. 

ILLINOIS   CENTRAL    EQUIPMENT 

Execution  of  an  equipment  trust  agreement  under  which  the 
Illinois  Central  will  assume  the  obligation  of  paying  the  prin- 
cipal and  interest  of  an  issue  of  $3,564,000  of  6%  per  cent  equip- 
ment trust  certificates  has  been  approved  by  the  Commission. 
The  agreement  will  be  made  with  Harry  E.  Righter  and  Andrew 
g.  Hannum,  vendors  of  50  two-ten-two  type  freight  locomotives 
and  25  eight-wheel  switching  locomotives  to  be  acquired  by  the 
Illinois  Central  at  a  total  estimated  cost  of  $5,941,250,  and  the 
Commercial  Trust  Company,  trustee.  Kuhn,  Loeb  &  Co.  of  New 
York  have  subscribed  for  the  entire  issue  of  the  certificates  at 
96.54  per  cent  of  par.  The  Illinois  Central  will  pay  to  the  equip- 
ment vendors  a  sum  equal  to  the  discount  on  the  certificates. 
The  order  of  the  Commission  provides  that  the  total  cost  to  the 
company  of  the  sale  or  disposition  of  the  certificates  shall  not 
exceed  7  per  cent  per  annum  on  the  principal  amount  thereof. 


W.  MD.  LOAN 

The  Western  Maryland  Railway  Company  has  been  author- 
ized by  the  Commission  to  issue  $1,500,000  of  equipment  gold 
notes,  preferred  series,  and  $1,500,000  of  equipment  gold  notes, 
junior  series,  the  latter  to  be  pledged  with  the  government  for 
a  loan  of  $1,500,000  from  the  government  revolving  fund.  The 
preferred  series  will  bear  interest  at  the  rate  of  7  per  cent  and 
the  others  will  bear  6  per  cent  interest.  All  of  the  notes  are  to 
lie  issued  under  an  equipment  trust  agreement  covering  the  pur- 
chase of  40  locomotives  now  under  construction. 


M.in-ll    IL'. 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


MORE  INCREASES  IN  CHARGES 

Kdi tor  The  Traffic  World: 

With  industry  of  the  country  seriously  curbed  on  account  ot 
l he  rnormous  cost  of  transportation  it  would  appear  that  rail- 
mad  executives  might  be  alive  to  the  situation  and,  as  recently 
voiced  by  the  executive  of  one  of  the  Southern  lines,  put  forth 
earnest  efforts  looking  to  reasonable  reductions  in  rates  hence- 
forth, as  a  stimulus  to  industry  greatly  needed  at  the  present 
lime;  but,  instead,  increases  in  one  form  or  another  keep  com- 
inK  to  the  surface.  The  public  has  repeatedly  been  assured  by 
tin1  tariff  agencies  that  no  attempt  is  being  made  to  increase 
present  rates,  but  instead,  to  correct  many  errors  and  discrimina- 
tions existing  as  a  result  of  blanket  increases  the  past  two  years; 
however,  recent  suspensions  by  the  I.  C.  C.,  of  publications  carry- 
ins  substantial  increases  in  rates,  is  rather  indicative  of  the 
<  iniirary. 

It  is  quite  evident  that  another  form  of  increase  has  come 
to  light  througch  the  medium  of  new  steel  box  cars  being  put  in- 
to service  that  have  been  constructed  to  measure  40  feet  seven 
inches  inside.  Many  commodities  are  subject  to  Rule  34  of  the 
classification  and  under  this  rule  the  minima  for  cars  of  different 
lengths  are  computed  on  lengths  varying  from  36  feet,  6  inches 
to  50  feet  6  inches.  Thus  the  minimum  weight  of  a  car  40  feet 
6  inches  loaded  with  a  commodity  taking  30,000  pounds  minimum 
per  standard  car  of  36  feet  6  inches,  being  33,600  pounds,  that 
minimum  is  increased  to  35,100  pounds  when  a  new  40  foot  seven 
inch  car  is  loaded,  or  an  increased  weight  of  1,500  pounds  by 
reason  of  the  additional  one  inch  to  these  cars. 

This  increase  in  minimum  weight,  which  is  likewise  an  in- 
crease in  the  rate,  is  an  unnecessary  additional  burden  on  trans- 
portation cost  and  we  believe  your  readers  will  concur  in  the  sug- 
gestion that  Rule  34  of  the  classification  must  be  amended  and 
so  reconstructed  as  to  absorb  the  odd  one  inch  over  the  6  inches 
in  the  table  of  car  lengths. 

Dahlstrom  Metallic  Door  Co., 
0.  M.  Odell,  Traffic  Manager, 

Jamestown,  N.  Y.,  March  9,  1921. 


of  the  act  may  bring  cult  for  recovery  hffor?  the  rommi*nlon  or 
before  the  courts. 

The  Commission  only  has  a  right  to  nay  what  Is  a  violation 
of  sections  1,  2  and  3  of  the  act,  but  after  the  CommlHuion  ban 
declared  a  rate  to  be  unlawful  a  shipper  may  sue  for  recovery  of 
damages  before  the  Commission,  or  he  may  sue  for  re< -ovr> 
before  the  courts.  In  view  of  the  fact  that  matters  claiming  a 
violation  of  sections  1,  2  and  3  must  come  before  the  Commission 
they  would  necessarily  be  Invalid  after  February  28,  1921,  as 
per  sectjon  206  of  the  transportation  act;  but  a  violation  of  sec- 
tion 6  is  apparent  without  a  hearing  before  the  Commission,  and 
a  shipper  has  a  right  to  sue  for  damages  resulting  from  a  viola- 
tion of  this  section  before  the  courts  as  provided  by  section  9. 

The  transportation  act  provides  that  any  damage  arixing  out 
of  the  interstate  commerce  act  taken  before  the  Commission  must 
be  taken  within  one  year  from  the  date  of  the  passage  of  the 
transportation  act,  but  it  does  not  say  that  actions  at  law  aris 
ing  out  of  the  interstate  commerce  act  must  be  taken  before  the 

POSITIONS  WANTED  OR  OPEN 

GOOD   TRAFFIC    MEN    ARE    MORE   THAN    EVER    IN    DEMAM 
ind   THE    TRAFFIC    WORLD   Is    the   logical    mrdtuni    (or   gftttng   '.' 
nen    and    the    positions    In    touch    with    each    other.      The    r«:>— 
jlasslfled    advertisements   arg   as    follow*:     First    Insertion.    II  nrt    pr 
Ine:   minimum   charge,   $3.00:   succeeding  Insertions.    i>er   line,   f>0c 
words    to    the    line;    numbers    and    abbreviations    counted    •»    wer«v- 
i  point  type;   payable  In  advance.     Answers  to  keyod  artverMxcnv -• 
'orwarded  free  and  all  correspondence  held  In  strict  confidence.     TV 
TRAFFIC  WORLD.  418  South  Market  Street.  Chicago.  111. 

POSITION  WANTED— Trallic  Man.  right  year*'  railroad  ex- 
perience in  tariffs,  classification,  rates,  tracing,  soliciting,  handling 
general  correspondence,  etc.,  would  like  to  locate  with  industrial  con- 
cern. Address  B.  H.  M.,  care  Traffic  World,  Chicago. 

POSITION    WANTED — Traffic    Manager   or   assistant,    certified    1«> 
the  American  Commerce  Association,  with  ten  years'  railway  cxi 
experience,   and   at   present   In   executive   position.     Address    H.    .1.    M. 
335,  Traffic  World.  Chicago. ^^^^^_ 

POSITION  WANTED — By  man  who  has  had  20  years'  railroad 
experience,  2  years  as  superintendent,  3  years  as  auditor.  2  years  as 
traffic  manager.  Would  like  to  line  up  with  some  short  line  railroad 
or  industrial  plant.  Kxecutive  ability  Al:  ran  handle  men:  references 
first  class.  Address  "M.  !•'.  V.."  Traffic  World.  Chicago,  111. 

POSITION  WANTED — Traffic  executive  holding  Important  rail- 
way position  qualified  as  examiner  Interstate  Commerce  Commission 
seeks  wider  field.  Address  R.  E.  E.  301,  care  Truffle  World.  Chi- 
cago, III.  ^_^__^^__^^^^^^____^^^^__^^^^^^^___^^_^_ 

WANTED — Traffic  Manager  for  an  active  and  progressive  Cham- 
ber of  Commerce  in  city  of  30.000  and  destined  to  double  its  popula- 
tion In  next  five  years.    We  require  man  able  to  handle  cases  before 
commissions,   who   has   made  a  study  of  and   has  had   experien'i . 
rate    construction    and    technique — one    capable    of    digesting    railroad 
tariffs,  with  ability  to  give  our  chamber  members  and  citizens  rates 
and  correct  routings  on  C.   L.   and  L.   C.   I*   shipments,   to  pros, 
claims,  trace  shipments,  etc.    For  a  thoroughly  capable,  energetic  and 
progressive    man   we   are    willing   to    pay   salary   commensurate    with 
services  rendered.     Address  H.  D.  B.,  Traffic  World,  Chicago. 


BECOME  AN  EXPERT 


FILING  OF  OVERCHARGE  CLAIMS 

I'M i tor  The  Traffic  World: 

Referring  to  the  Director-General's  refusal  to  pay  overcharge 
claims  that  were  not  filed  with  the  Commission  prior  to  March 
1,  r.ii'l,  il  appears  to  us  that  the  Director-General  is  wrong.  We 
have  searched  the  interstate  commerce  act  and  the  transporta- 
tion act  thoroughly,  and  if  the  following  reasons  do  not  sus- 
tain our  views  then  we  believe  those  who  have  overcharge  claims 
against  the  Railroad  Administration  that  were  not  properly  filed 
before  March  1  had  just  as  well  forget  about  them.  Even  if  the 
overcharge  claims  are  not  barred  before  March  1,  1922,  the  time 
is  short,  and  if  we  are  going  to  come  to  any  conclusion  we  should 
do  so  at  once.  In  order  to  bring  the  matter  to  a  head  as  early 
as  possible  we  put  forth  the  following  opinion  so  those  who  care 
to  may  check  it  up. 

First,  when  a  shipper  signs  a  bill  of  lading  he  makes  a  con- 
tract with  the  railroad  company  to  carry  his  goods  at  the  exist- 
ing tariff  rate  in  effect  on  date  of  shipment,  and  if  the  rate  has 
been  properly  filed  and  is  not  in  violation  of  the  interstate  com- 
merce act  it  is  enforceable  by  an  action  at  law.  It  is  only  when 
a  contract  between  a  shipper  and  carrier  for  transportation  of 
property  at  a  certain  rate  is  in  violation  of  the  interstate  com- 
merce act  that  it  is  not  enforceable  by  an  action  at  law. 

Second,  it  is  the  intent  of  paragraph  7  of  section  6  of  the 
interstate  commerce  act  to  prevent  special  favors  to  certain  ship- 
pers, and  to  prevent  the  enforcing  of  unlawful  contracts  between 
shippers  and  carriers,  providing  for  charges  or  fares  less  or 
greater  than  the  tariff  rates.  Under  section  9  of  the  interstate 
commerce  act  any  person  claiming  to  be  damaged  by  a  violation 
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J.  W.  ROBERTS.  Pr«l<!.nt  FRED  PETTIJOHN.   Vk.Pr-l.l~t  STANL«Y  WOOD.  S~~t»r,  1 

THE    ROBERTS-PETTIJOHNi-WOOD    CORPORATION 

ACCOUNTING    SERVICE 

PIT  AD  A  MTV  PFPinn  returns  under  the  Transportation  Act,  1920.  and  the  statement  of  claims  against  the 
llUAlX/Vni  I  I  Eilxlt/l/  (Jnited  States  covering  the  period  of  Federal  Control  require  careful  preparation  if  the 
carrier  is  to  be  properly  reimbursed.  We  have  available  a  corps  of  specialized  railroad  accountants,  experienced  in  the 
preparation  of  such  claims.  Mills  Building.  Washington.  O.  C.  Twenty  East  Jackson.  Chicago 
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Commission.  On  the  contrary,  section  206,  of  the  transportation 
act,  clearly  states  that  actions  at  law  of  such  character  as  prior 
to  federal  control  could  have  been  brought  against  such  carrier, 
may,  after  the  termination  of  federal  control  be  brought  within 
two  years  from  the  date  of  the  passage  of  the  transportation 
act,  subject  to  the  state  or  federal  statutes  of  limitations. 

Pueblo  Traffic  Bureau,  by  R.  L.  Ellis. 
Pueblo,  Colo.,  March  2,  1921.     | 

ACCURACY  OF  RAILROAD  SCALES 

Editor  The  Traffic  World: 

We  have  noted  with  pleasure  Mr.  Charles  H.  Mahon's  letter 
in  your  February  12  issue,  and  also  letters  from  Mr.  G.  L. 
Macartney  and  Mr.  J.  M.  Cummins,  in  your  March  5  issue,  rela- 
tive to  the  accuracy  of  railroad  scales.  We  think  the  title  of 
these  letters  should  have  been,  "The  Inaccuracy  of  Railroad 
Scales." 

We  would  like  to  show  an  instance  that  has  just  come  to 
our  personal  observation. 

On  January  25,  1921,  we  shipped  to  Berkeley,  Cal.,  a  car  of 
our  product  containing  457  cases. 

We  billed  this  car  out  at  the  actual  scale  weight  (and  will 
sign  affidavit  to  that  effect).  However,  the  railroads  reweighed 
this  car  somewhere  and  assessed  same  2500  pounds  additional. 

As  the  freight  on  our  commodity  from  Marietta,  Ga.,  to 
Berkeley,  Cal.,  C.  L.,  is  $3.16%  per  cwt.  (not  to  mention  3  per 
cent  tax),  there  was  quite  a  difference. 

We  trust  that  some  action  can  be  taken  in  the  near  future, 
placing  all  railroad  track  scales  under  the  control  of  the  Inter- 
state Commerce  Commission. 

Marietta  Knitting  Company, 
B.  L.  Mclntosh,  Traffic  Manager. 

Marietta,  Ga.,  March  7,  1921. 

Editor  The  Traffic  World: 

Furthering  the  discussion  on  this  subject  by  Messrs.  G.  L. 
Macartney  and  J.  M.  Cummings  in  your  issue  of  March  5,  we 
are  in  favor  of  regulations  preventing  shippers  from  undue  exac- 
tions of  freight  charges  due  to  haphazard  track  scale  weighing 
or  errors  in  stenciled  weights  on  rolling  stock.  We  have  had 
trouble  in  this  respect  but  not  to  the  extent  complained  of  by 
the  above  gentlemen. 

It  seems  to  us  this  is  a  subject  of  sufficient  importance  to 
have  the  attention  of  the  shippers'  organization. 

For  the  information  of  Mr.  Cummings  we  wish  to  advise 
him  the  cubical  contents  of  each  car  is  listed  in  the  Official  Equip- 
ment Register  published  by  G.  P.  Conrad,  75  Church  St.,  New 
York. 

The  J.  R.  Watkins  Company, 
R.  H.  Watkins,  Director  of  Traffic. 

Winona,  Minn.,  Mar.  8,  1921. 


REPEAL  OF  RATE-MAKING  SECTION. 

Editor  The  Traffic  World: 

Referring  to  your  Washington  correspondence  in  The  Traffic 
World  of  February  5,  1921,  page  271,  relative  to  a  plan  to  change 
the  rate-making  section  of  the  transportation  act  of  1920,  wish 
to  state  that  we  would  like  to  see  this  subject  given  more  pub- 
licity in  your  columns  in  order  that  the  shippers  throughout  the 
country  may  realize  the  importance  of  the  repeal  of  the  rate- 
making  section  of  the  recent  transportation  act. 

We  note  in  this  week's  report  there  were  over  358,000  surplus 
cars  on  hand  and  this  surplus  is  increasing  weekly  instead  of 
diminishing.  What  can  be  the  cause  of  this  unusual  amount  of 
surplus  cars  on  hand?  There  is  no  doubt  in  the  world  but  that 
the  enactment  of  the  transportation  act  has  brought  about  this 
condition,  for  it  directs  the  Commission  to  establish  rates  which 
will  earn  a  specified  return  on  the  investment  of  the  carriers. 
Conditions  have  changed  considerably  since  the  passage  of  the 
transportation  act  and  we  urge  upon  the  shippers  throughout  the 
United  States  the  necessity  of  co-operation  by  taking  the  matter 
up  with  their  senators  and  representatives  at  Washington,  asking 
them  to  use  their  best  efforts  in  repealing  the  rate-making  sec- 
tion of  the  transportation  act. 

The  Commission  is  powerless  to  reduce  rates  under  the  pres- 
ent law  and  business  cannot  return  to  normal  until  this  law  has 
been  repealed. 

The  shippers  have  stood  by  and  assisted  the  carriers  through- 
out the  various  increases  in  rates  during  the  past  several  years, 
and  now  we  believe  it  is  time  the  carriers  came  to  the  assist- 
ance of  the  shippers  owing  to  the  changed  conditions  existing 
at  this  time. 

Nicholls  Loomis  Company, 
F.  F.  Miller,  Traffic  Manager. 

Los  Angeles,  Cal.,  Feb.  28,  1921. 

We  submit  that  Mr.  Miller's  views  and  the  views  of  many  others 
who  agree  with  him  are  based  on  a  misapprehension.  If  certain  rates 
are  too  high  to  permit  business  to  move — which  \s  the  burden  of  Mr. 
Miller's  complaint — then  the  high  rates  prevent  the  earning  of  ade- 
quate revenue  of  the  carriers  instead  of  contributing  to  that  adequate 
revenue.  The  remedy  is  the  reduction  of  such  rates.  The  Commis- 
sion has  power  to  reduce  them,  if  ask.-<i.  and  has  already  expressed 


itself  as  ready  to  listen  to  representations  along  these  lines.  Nothing 
is  to  be  gained  by  repealing  the  law  that  instructs  the  Commission 
to  make  rates  that  will  produce  a  certain  net  revenue.— Editor  Tin- 
Traffic  World.  

ESCH  AND  POTTER  APPOINTED 

The  Traffic  World   Washington  Bureau 

President  Harding,  March  11,  sent  to  the  Senate  the  nom- 
inations of  John  J.  Esch,  Republican,  of  La  Crosse,  Wis.,  and 
Mark  W.  Potter,  Democrat,  of  New  York,  as  members  of  the 
Commission.  Esch  was  designated  to  fill  the  vacancy  caused 
by  the  expiration  of  Woolley's  term  and  gets  a  full  seven-year 
term.  Potter,  who  served  on  the  Commission  as  a  recess  ap- 
pointee, was  designated  for  one  of  the  two  places  created  by 
the  transportation  act,  and  his  term  will  expire  December  31, 
1923.  The  nominations  of  Esch  and  Potter  are  expected  to  be 
confirmed  by  the  Senate  before  it  adjourns  its  special  session 
Saturday.  Two  vacancies  remain  on  the  Commission,  but  ap- 
pointments thereto  probably  will  go  over  until  the  extraordinary 
session  of  Congress  in  April. 

The  Senate  interstate  commerce  committee  in  the  afternoon 
voted  to  report  favorably  to  the  Senate  Saturday  the  nomina- 
tions of  Esch  and  Potter.  The  nominations  will  then  be  taken 
up  by  the  Senate.  Senator  La  Follette  is  understood  to  be  op- 
posed to  the  confirmation  of  Esch. 

The  hope  that  John  J.  Esch,  for  twenty-two  years  a  member 
of  the  House  from  Wisconsin,  and  for  eighteen  years  a  member 
of  the  House  committee  on  interstate  and  foreign  commerce, 
"may  be  continued  in  another  sphere  along  the  line  of  work 
with  which  he  has  become  so  familiar  in  his  committee  ca- 
pacity," was  expressed  in  the  closing  hours  of  the  Sixty-sixth 
Congress  by  Representative  Mann  of  Illinois.  The  reference 
was  to  the  probable  appointment  of  Mr.  Esch,  who  was  defeated 
for  renomination  in  the  primaries  last  spring,  as  a  member  of 
the  Interstate  Commerce  Commission  by  President  Harding. 

"The  committee  never  had  an  abler  or  truer  chairman  than 
John  J.  Esch,"  said  Representative  Mann,  in  a  short  speech  of 
tribute  to  the  retiring  chairman. 

Mr.  Esch  replied,  expressing  appreciation  of  the  kindness 
of  the  members  of  the  House. 

"In  my  long  service  in  the  House,"  said  he,  "I  have  simply 
sought  to  do  in  a  plain  and  common  way  the  duties  which  fell 
to  my  lot.  What  has  been  accomplished  is  a  matter  of  record, 
but  it  has  been  accomplished  very  largely  through  the  hearty 
and  efficient  co-operation  of  every  member  of  the  committee  on 
interstate  and  foreign  commerce  and  your  ratification  of  the 
work  of  that  committee. 

"I  would  not  be  frank  with  the  House  if  I  said  I  did  not 
regret  my  separation  from  it.  One  cannot  easily  sever  the  ties 
of  twenty-two  years.  There  are  too  many  feelings  and  too  many 
emotions  to  make  such  separation  an  easy  task.  But  I  have 
always  sought  to  be  an  optimist,  and  believe  that  possibly  my 
defeat  for  re-election  to  this  House  may  have  its  compensations." 

Tribute  was  paid  by  Mr.  Esch  to  Thetus  W.  Sims  of  Ten- 
nessee, the  ranking  minority  member  of  the  House  committee 
on  interstate  and  foreign  commerce,  who  also  was  defeated  for 
re-election.  He  said  Mr.  Sims  had  always  given  "most  constant 
co-operation"  to  the  work  of  the  committee. 

If  the  senority  rule  is  followed  (and  it  is  expected  that  it 
will  be)  Representative  Winslow  of  Massachusetts  will  become 
chairman  of  the  House  committee  on  interstate  and  foreign 
commerce  when  the  committee  is  reorganized  at  the  coming 
special  session. 

TO  ABANDON  LACROSSE  BRANCH 

The  Green  Bay  &  Western,  Green  Bay,  Wis.,  has  applied 
to  the  Commission  for  authority  to  abandon  its  "La  Crosse 
branch,"  the  termini  of  which  are  Onalaska  and  La  Crosse,  Wis., 
a  distance  of  6.38  miles.  The  applicant  also  proposes  to  aban- 
don the  trackage  rights  over  that  portion  of  the  main  line  of 
the  Chicago  &  North  Western  between  Onalaska  and  Marshland, 
Wis.,  a  distance  of  21.59  miles,  maintained  at  an  annual  rental 
charge  of  $7,000,  for  the  privilege  of  operating  one  train  each 
way  a  day.  The  branch  has  been  operated  at  a  loss,  the  ap- 
plicant states,  and  La  Crosse,  the  only  city  served  by  the  branch, 
will  not  be  affected  by  the  abandonment,  because  it  i^jiow  am- 
ply served  by  the  C.  &  N.  W.,  C.  M.  &  St.  P.,  C.  B.  &  Q.  and 
La  Crosse  &  Southeastern. 


D.  &  N.  M.  ABANDONMENT 

The  Duluth  &  Northern  Minnesota  Railway  Company  has 
applied  to  the  Commission  for  authority  to  abandon  its  line  of 
railroad  in  St.  Louis,  Lake  and  Cook  counties,  Minnesota.  Be- 
ginning with  1914,  the  applicant  states,  the  road  has  been  oper- 
ated at  a  loss  and  has  outstanding  obligations  of  $500,000,  whicl 
it  has  no  means  of  paying,  except  through  the  sale  of  its  road 
and  equipment.  The  Minnesota  Railroad  and  Warehouse  Com- 
mission has  authorized  abandonment  of  the  road,  the  applicant 
states,  after  April  1,  1921.  There  are  no  cities,  villages  or  set- 
tlements of  any  considerable  size  along  the  applicant's  road  and 
it  will  be  impossible  for  the  company  to  pay  its  actual  cost  of 
labor  and  maintenance  of  operation,  according  to  the  application. 
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EXPRESS  FREIGHT  and 

De  Luxe  Passenger  Service 

S.  S.  HAWKEYE  STATE 

Sailing  from  BALTIMORE,  MD. 
April  30th,  1921 

DIRECT  SERVICE  TO 
Port  of  Los  Angeles,  San  Francisco  and  Hawaiian  Islands 

Rates  and  Space  on  Application 

MATSON  NAVIGATION  COMPANY 

Managing  Agent*:  United  State*  Shipping  Board 


BALTIMORE,  MD. 
26  South  Gay  St. 


SAN  FRANCISCO 
120  Market  St. 


HONOLULU 
Castle  A  Cooke,  Ltd. 


Be  a  Certified 
Traffic  Manager 

Learn  By  This 

New  Quick  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Get  into  this  new  big  pay  field  now  1  The  traffic  director  of  a  Detroit 
concern  earns  $19,500  a  year — a  Cleveland  traffic  man  receives  $24.000. 
Of  course  every  man  cannot  equal  these  brilliant  successes,  but  number- 
less traffic  positions  pay  from  $2,600  to  $10,000  a  year.  The  work  is 
fascinating  and  intensely  interesting  and  the  rewards  are  big.  Thou- 
sands of  men  are  needed  now.  Why  don't  you  qualify  for  one  of  these 
big  pay  jobs  ? 

Learn  in  Spare  Time 

You  can  quickly  master  the  secrets  of  traffic  management  through 
our  simple  method  of  spare  time  study.  The  American  Commerce  Asso- 
ciation staff  of  experts  can  qualify  you  for  a  good  traffic  job  in  an 
amazingly  short  time.  You  don't  need  to  take  a  moment's  time  from 
Tour  present  work — and  after  you  have  qualified  we  assist  you  to  secure 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  send  you  this  free  Illustrated  book  on  traffic  management  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundreds  of  suc- 
cessful members  and  what  they  say  of  the  A.  C.  A.  Learn  how  we  can 
help  yon  to  a  lasting  success  and  a  position  of  prestige  and  importance 
Don't  delay  1  Send  us  a  postal  today  1  Address 

AMERICAN  COMMERCE  ASSOCIATION 

Dept.  23-B  4043  Drexel  Blvd.,  Chicago,  III. 


WOOD  BOXES 

Are  the  Safest  Containers 

We  Manufacture  Only 

Quality  Containers  for 

Domestic    and    Export 

Shipments 

Box  Shooks    4-Ones     Any  Size  or  Style 

DAVID  M.  LEA  &  CO.,  Inc. 

RICHMOND,  VA. 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT    IN    WASHINGTON 


Phone  Main  2210 


SAMMIS,  LAKE  &  COMPANY 

Whitefield  Sammia 


417  SOUTHERN  BUILDING 


OAK  TIES  FOR  SALE 

6x8— 8-ft.  First  Class  Oak  Ties 

Can  furnish  any  quantity  for 
immediate  shipment.  Three 
mills  cutting  the  year  around. 
Also  switch  ties  to  order. 

L.  E.  PEARSON,       Edwardsburg,  Mich. 


TRAFFIC    MANAGERS 

The    I.   C.   C.   Special    Permission  No.  50340,   August  5,   1920,   Gives    the  Transportation 
Companies  Eighteen  Months  (16^%  to  be  Issued  Every  3  Months)  to   Publish  Their  Tariffs. 

We  are  publishers  of  the  following  Standard  Loose  Leaf  All-Rail  Freight  Rate  Guides 


United  States  Edition 


From  the  Principal  Cities 
of  the  United  States 


EASTERN  EDITION  from 
New  York,  Philadelphia,  Boston  and  New  England 


CANADA  EDITION  from 
Montreal,  Toronto,  Hamilton  and  London 


GUIDE,  IIMG., 


IM.  V. 


Traffic  and  Railroad  Men  wanted  to  tell  thete  Edition*  in  all  citiet,  on  spare  time.     Liberal  committion  paid. 
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LELAND  ASKS  MODIFICATION 

Thi  Tragic  World  Washington  Bureau 

F.  A.  Leland  has  asked  the  Commission  for  a  modification 
of  its  order  in  No.  10417,  Arkansas  Jobbers  and  Manufacturers' 
Association  vs.  Director  General,  as  agent,  C.  R.  I.  &  P.  et  al,, 
and  its  fourth  section  order  No.  7805,  either  by  permitting  all 
changes  made  in  compliance  with  the  two  orders  to  be  applic- 
able or  five  days  notice,  not  later  than  April  1,  or  extending  the 
effective  dates  of  the  order  to  May  1. 

In  support  of  the  application  Leland  says  the  order  in  No. 
10417  gives  no  authority  for  the  publication  of  rates  to  points 
intermediate  to  the  specific  points  to  which  rates  were  pre- 
scribed from  St.  Louis  and  Cairo.  The  publication  of  the  specific 
rates,  on  April  1,  on  five  days'  notice  will  cause,  in  many  in- 
stances, a  fourth  section  violation,  unless  authority  is  given  to 
publish  the  charges  to  the  intermediate  territory  at  the  same 
time  that  the  changes  are  made  to  the  points  specifically  named 
in  the  order. 

In  fourth  section  order  No.  7805,  Leland  said,  no  authority 
was  given  for  the  publication  of  rates  from  Cairo  on  less  than 
statutory  notice.  He  said  it  was  his  desire  to  publish  rates  from 
Cairo  on  the  existing  differential  under  St.  Louis  which  is  that 
authorized  by  the  Commission  to  the  specific  Arkansas  points 
named  in  the  order  in  formal  docket  No.  10417,  but  that  that 
could  not  be  accomplished  en  less  than  statutory  notice. 

Another  situation  called  to  the  Commission's  attention  by 
Lelend.  is  that  the  publication  of  rates  from  Kansas  City  to 
points  intermediate  to  Texarkana,  under  fourth  section  order  No. 
7805,  will  necessitiate  a  change  in  the  rates  from  the  country 
stations  west  of  Kansas  City.  His  desire  is  to  have  these 
changes  become  effective  at  the  time  the  reduction  to  this  in- 
termediate territory  is  made  from  Kansas  City. 


OPERATING  STATISTICS 

The  Traffic  World  Washington  Bureau 

Operating  statistics  of  Class  1  roads  for  1920  issued  by  the 
Commission  as  compared  with  figures  for  1919  show  an  increase 
in  net  ton-miles,  including  non-revenue  freight,  from  393,684,- 
000,000  to  445,975,000,000  or  13.3  per  cent.  This  was  a  record 
performance  for  the  number  of  net  ton-miles  in  the  history  of 
the  roads.  Other  records  were  established  in  1920  as  to  net  ton- 
miles  per  car  day,  the  figure  rising  from  441  to  497  in  1920;  the 
net  ton-miles  per  loaded  car  mile  increased  from  28  to  29.4,  and 
the  net  ton-miles  per  freight  train-mile  from  718  to  728.  The 
car-miles  per  car  day  increased  from  23  to  24.9  miles. 

The  passenger  train-miles  increased  from  523,714,000  to 
550,158,000.  The  average  number  of  serviceable  freight  cars  on 
line  daily  increased  from  2,287,769  to  2,293,758  in  1920.  The 
percentage  of  serviceable  cars  on  line  increased  from  92.9  to  93 
per  cent.  The  number  of  cars  stored  on  an  average  in  1919  was 
133,055  and  in  1920,  23,568. 

The  cost  per  freight-train  mile,  as  ascertained  by  the  use  of 
selected  accounts,  increased  from  $1.649  in  1919  to  $2.046  in 
1920.  The  cost  per  passenger-train  mile,  ascertained  in  the  same 
way,  increased  from  90.6  cents  to  $1.094. 

The  cost  of  coal  per  net  ton  increased  from  $3.32  to  $4.20  in 
1920.  The  cost  of  fuel  oil  for  engines  increased  from  3.5  cents 
per  gallon  to  4  cents  in  1920. 

In  December,  1920,  the  Class  1  roads  produced  34,483,000,000 
net  ton-miles  compared  with  33,353,000,000  in  December,  1919. 
The  net  ton-mile  per  car  day  increased  from  437  to  468;  the  net 
ton-miles  per  loaded  car  mile  increased  from  27.7  to  31.3;  the  net 
Ion-mile  per  freight-train  mile  increased  from  664  to  674.  The 
car-miles  per  car  day  increased  from  22.2  to  24.9.  The  pas- 
senger train-miles  increased  from  43,558,000  to  47,682,000. 

The  average  number  of  serviceable  cars  on  line  daily  de- 
creased from  2,325,762  to  2.200,121,  and  the  number  of  cars  in 
storage  increased  from  21,622  to  76,961.  The  percentage  of  total 
cars  on  line  decreased  from  93.9  to  92.2  per  cent. 

The  cost  per  freight  train-mile,  taken  from  selected  accounts, 
increased  from  $1.844  to  $2.318;  the  cost  per  passenger  train- 
mile  increased  from  $1.030  to  $1.184. 

The  cost  of  coal  increased  from  $3.92  to  $4.80  per  net  ton. 
The  cost  of  fuel  oil  went  up  from  3.3  cents  to  4.3  cents  per  gallon. 


REVENUE  FREIGHT  LOADING 

The  Traffic  World  Washington  Bureau 

The  number  of  cars  of  revenue  freight  loaded  the  week  end- 
ing February  26  was  658,222  as  compared  with  695,506  in  the 
preceding  week,  according  to  the  weekly  report  of  the  car  serv- 
ice division  of  the  American  Railway  Association.  In  the  cor- 
responding weeks  of  1920  and  1919  the  number  of  cars  loaded 
was  783,295  and  666,708,  respectively.  The  loading  by  districts 
for  the  week  ending  February  26  compared  with  the  correspond- 
ing week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  5,830  and  5,040; 
live  stock,  2,260  and  3,243;  coal,  38,352  and  48,468;  coke,  866  and 
3.492;  forest  products.  7,953  and  5,122;  ore,  566  and  1.847;  mer- 


chandise, L.  C.  L.,  41,522  and  26,360;  miscellaneous,  51,402  and 
79,515;  total,  1921,  148,761;  1920,  173,087;  1919,  160,693. 

Allegheny  district:  Grain  and  grain  products,  2,517  and 
2,752;  live  stock,  2,783  and  2,970;  coal,  42,131  and  49,790;  coke, 
4,952  and  3,827;  forest  products,  3,106  and  4,032;  ore,  2,176  and 
2,525;  merchandise,  L.  C.  L.,  30,827  and  34,069;  miscellaneous, 
43,870  and  66,678;  total,  1921,  132,362;  1920,  166,643;  1919, 
142,752. 

Pocahontas  district:'  Grain  and  grain  products,  166  and  142; 
live  stock,  87  and  138;  coal,  13,602  and  19,095;  coke,  67  and  641; 
forest  products,  1,409  and  1,859;  ore,  37  and  230;  merchandise, 
L.  C.  L.,  2,228  and  141;  miscellaneous,  4,861  and  8,870;  total, 
1921,  22,457;  1920,  31,116;  1919,  28,208. 

Southern  district:  Grain  and  grain  products,  4,569  and 
3,503;  live  stock,  1,969  and  2,290;  coal,  21,811  and  34,274;  coke, 
555  and  145;  forest  products,  13,731  and  16,694;  ore,  815  and 
2,566;  merchandise,  L.  C.  L.,  36,137  and  20,127;  miscellaneous, 
31,930  and  55,394;  total,  1921,  111,567;  1920,  124,993;  1919, 
103,393. 

Northwestern  district:  Grain  and  grain  products,  11,000 
and  10,243;  live  stock,  8,425  and  8,023;  coal,  5,601  and  11,511; 
coke,  1,326  and  1,180;  forest  products,  16,120  and  19,721;  ore, 
1,129  and  1,715;  merchandise,  L.  C.  L.,  23,120  and  19,283;  miscel- 
laneous, 25,417  and  39,448;  total,  1921,  92,138;  1920,  111,124;  1919, 
98,568. 

Central  Western  district:  Grain  and  grain  products,  12,570 
and  9,044;  live  stock,  9,826  and  9,803:  coal,  16,220  and  23,715; 
coke,  219  and  426;  forest  products,  2,896  and  5,746;  ore,  2,035  and 
2,392;  merchandise,  L.  C.  L.,  25,402  and  21,729;  miscellaneous, 
27,743  and  45,367;  total,  1921,  96,911;  1920,  118,222;  1919,  88,687. 

Southwestern  district:  Grain  and  grain  products,  4,566  and 
4,029;  live  stock,  1,535  and  2,309;  coal,  4,509  and  6,060;  coke,  124 
and  198;  forest  products,  6,042  and  6,932;  ore,  438  and  556;  mer- 
chandise, L.  C.  L.,  14,442  and  14,523;  miscellaneous,  22,308  and 
23,503;  total,  1921,  54,036;  1920,  58,110;  1919,  44,407. 

Total,  all  roads:  Grain  and  grain  products,  41,218  and 
34,758;  live  stock,  26,885  and  28,776;  coal,  142,226  and  128,913; 
coke,  8,109  and  9,909;  forest  products,  51,257  and  60,106;  ore, 
7,195  and  11,831;  merchandise,  L.  C.  L.,  173,678  and  136,232; 
miscellaneous,  207,653  and  318,775;  total,  1921,  658,222;  1920, 
783,295;  1919,  666,708. 

Note:  L.  C.  L.  merchandise  loading  figures  for  1921  and 
1920  are  not  comparable  because  some  roads  are  not  able  to 
separate  their  L.  C.  L.  freight  and  miscellaneous  of  1920.  Add 
merchandise  and  miscellaneous  figures  to  get  a  fair  comparison. 


C.    &    I.    M.    BONDS 

The  Chicago  &  Illinois  Midland  has  applied  to  the  Commis- 
sion for  authority  to  issue  $1,750,000  of  ten-year  7  per  cent 
debenture  bonds  to  refund  an  equal  amount  of  open  account 
indebtedness  due  from  the  petitioner  to  the  Commonwealth  Edi- 
son Company  of  Illinois,  which  owns  the  capital  stock  of  the 
applicant. 


MINOR   COMMISSION    ORDERS 

John  Adams  et  al.  have  been  permitted  to  intervene  in  No. 
12281,  Texas  Live  Stock  Shippers'  Protective  League  et  al.  vs. 
Fort  Worth  Belt  Ry.  et  al. 

The  Commission  has  permitted  the  Woods-Evertz  Stove  Co. 
to  intervene  in  No.  12230,  United  Iron  Works  Co.,  Inc.,  vs.  A.  T. 
&  S.  F.  et  al. 

The  Commission  has  permitted  the  Nuckolls  Packing  Co., 
Colorado  State  Hospital,  Public  Water  Works,  District  No.  2, 
Union  Coal  &  Grain  Co.  and  Mark  Coal  Co.  to  intervene  in  No. 
12227,  Driscoll  Coal  &  Wood  Co.  et  al.  vs.  Director-General. 

The  Commission  has  ordered  that  depositions  of  D.  B.  and 
D.  P.  Hamilton  of  Shreveport,  La.,  be  taken  with  respect  of 
matters  and  things  involved  in  No.  12257,  Charles  F.  Arnold 
et  al.  vs.  T.  &  P.  et  al.,  on  March  31,  at  Shreveport. 

The  Commission  has  reopened  Nos.  8418,  Railroad  Commis- 
sion of  Louisiana  vs.  Arkansas  Harbor  Terminal  Ry.  Co.  et  al.; 
3918,  Same  vs.  St.  L.  S.  W.  Ry.  et  al.;  8920,  Same  vs.  St.  L.  S.  F. 
&  T.  Ry.  et  al.;  1.  and  S.  docket  No.  710,  eastern  Texas  class 
rates,  and  I.  and  S.  docket  No.  729,  class  rates  to  Shreveport,  La., 
for  further  hearing  solely  on  the  question  of  what  modification,  if 
any,  the  Commission  should  make  in  its  outstanding  order  in  so 
far  as  it  applies  to  the  transportation  of  portable  houses,  in  sec- 
tions, k.  d.,  wooden. 


B.   &   A.    EQUIPMENT 

Authority  to  participate  in  an  equipment  trust  agreement 
with  the  National  Railway  Service  Corporation  is  asked  by  the 
Bangor  &  Aroostook  in  an  application  filed  with  the  Commission. 
The  applicant  proposes  to  acquire  equipment  under  the  trust 
costing  approximately  $132,750,  consisting  of  one  steam  wreck- 
ing crane  and  30  convertible  coal  and  ballast  cars.  Authority 
is  requested  for  the  issuance  of  conditional  sale  purchase  notes 
and  equipment  trust  certificates,  and  for  the  pledging  with  the 
government  the  carrier's  consolidated  refunding  mortgage  4 
per  cent  bonds  for  a  loan  of  40  per  cent  of  the  total  cost  of  the 
equipment. 
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Pacific  —  Caribbean — 
Gulf  Line 

(Swayne  and  Hoyt,   Inc.,  Owners) 

Steel  Steamers 
DIRECT    SERVICE 

BETWEEN 

New  Orleans,  San  Francisco, 

Los  Angeles  Harbor,  Portland, 

Tacoma  and  Seattle 

Via  Panama  Canal 
New  Orleans— Puerto  Colombia  and  Cartagena,  CoL,  S.  A. 

ALSO 

Canal  Zone  and  Panama,  West  Const  Ports  of  Central 
America  and  Mexico,  and  Transhipment  Service  via  Cris- 
tobal, C.  Z.,  to  West  Coast  Ports  of  South  America  as 
Cargo  Offers. 

S.S.  IRIS,  Sailing  from  Savannah  middle  March 
S.S.  IRIS,  Sailing  from  New  Orleans  about  late  March 
S.S.  ALVARADO,  Sailing  from  New  Orleans  about  middle  April 
S.S.  ELDORADO,  Sailing  from  New  Orleans  about  late  April 

Ritei  quoted,  b.olunji  and  other  infornution  furniihed  upon  ipplkilion 

THE  STEELE  STEAMSHIP  LINE,  INC.,  Agents 

630  Common  St,  New  Orleans,  La. 

OFFICES  ALSO  AT 

2102  Strand  50  Broad  Street      485  California  Street 

Gilreston,  Texas      Texw  Gtj        New  York  City       San  Francisco,  Calif. 


"North  China  Line 

(Columbia  Pacific  Shipping  Company  j 
OF 

PORTLAND,  OREGON 

Only  regular  direct  service  between  Pacific 
Coast  and  Tsingtao,  Tientsin  (Taku  Bar), 
Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama,  Kobe  and  Shanghai 

Sailing-*  Every  Twenty-one  Days  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  fl.f  100  A-l  Steamera) 

SS  "BEARPORT"  March  14 

SS  "WEST  NOMENTUM"  April  4 
SS  "WEST  KEATS"  April  «5 

SS  "WEST  NIVARIA"  May  16 

Transhipment  at  Shanghai  to  American  River  steamers  for 
Hankow,  Pukow,  Nanking  and  other  open  Yangtsekiang 
River  ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 
Sudden  &  Christenson 

General  Eastern  Agents 

44  Whitehall  St.,  New  York  City 
or 

Columbia  Pacific  Shipping  Company 

General  Office* 

Board  of  Trade  Building,  Portland,  Oregon 


Havana  Line 

MERCHANTS  AND  MINERS 
TRANSPORTATION  COMPANY 

(Established   1854) 

Norfolk — Newport  News — Havana 

FORTNIGHTLY  SAILINGS 

The  last  Twelve  Steamers  have  averaged  ON L  Y 
EIGHT  DA  YS  awaiting  Discharging  Berth. 

Charters  arranged  for  full  cargoes  to  any  port 

Shippers  will  avoid  many  difficulties  and  attend- 
ant losses  by  forwarding  their  business  via  thia 
regular  established  line,  operating  fast  steel 
steamers. 

Through  export  bills  of  lading  issued  from  all 
interior  points. 

Cheaper  Rates  from  Interior  Points  ria 
Norfolk  and  Newport  News 

For  Rates  and  Space  apply  to 

C.  S.  Buford,  Commercial  Agent 
W.  W.  Tull,  General  Agent 
C.  H.  Maynard,  General  Agent 
M.  V.  Molanphy,  General  Agent 
C.  M.  Haile,  General  Agent 
A.  E.  Porter,  General  Agent 
A.  L.  Bongartz,  General  Agent 
L.  T.  Fowler,  Commercial  Agent 
W.  H.  Miller,  General  Agent 
R.  M.  Griffin,  Local  Agent 
J.  R.  Bell,  Freight  Representative 


Atlanta,  Ga. 
Baltimore,  Md. 
Boston,  Mass. 
Havana,  Cuba 
Jacksonville,  Fla 
Norfolk,  Va. 
Philadelphia,  Pa 
Pittsburgh,  Pa. 
Providence,  R.  I 
Savannah,  Ga. 
St.  Louis,  Mo. 


A.  W.  GRAVES,  Manager,  Baltimore,  Md. 


CUNARD 

ANC  HOP 

ANCHOR-DONALDSON 


Regular  Services 


NEW  YORK 
BALTIMORE 
MONTREAL 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 

ANTWERP 

HAMBURG 

MEDITERRANEAN 


Between 


BOSTON 
PHILADELPHIA 
PORTLAND,  ME. 

LIVERPOOL 

SOUTHAMPTON 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 

LEVANT 


General  Office.  :   2  1  -24  state  St.,  N.  Y.  City 

Chicago  Of«o«: 
Cunard  Bldg..   14O  N.  Dearborn  Street 


Atlinti.   H    N.    FMWtka 

St. 
Baltlnora.    1*7   E.    Birtl- 

•on  St. 

Boiton.    12*  State   M. 
Clevel»d,     Hotel     Clew- 

lind    Bldi. 
D.trolt.     34     WuMlftaa 

Blvd. 
Mlaneaivlli.      Third      St 

and  Second  Ate..  Se. 
Montreal.  20  Hetartal  St 
New  Orleaat.  2W  St 

rh«rl«a  St. 


IIN    WeJ. 


rtkteM 


•kllatfelpal*. 

mt  St. 
Pimowtk.  712 

St 

St    Leal*.    I  111  OUn  St 
Sa«    Frutleoe,   Ml    Har- 

ket  St. 

Seattle.    (21    Sewed    AM. 
Vaaeeaw.    U2    HaMlaa» 

St    W. 
WuMeetM.    D.    C..    117 

I4t*   St   N.   W. 
Wleilaai.   27*   Mala   St 
Or  Leeal   Aaeato 
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HOOVER  TRANSPORTATION  BUREAU 

The  Traffic  World  Washington  Bureau 

Herbert  Hoover,  Secretary  of  Commerce,  has  under  consid- 
eration plans  for  the  reorganization  of  his  department  with  a 
view,  among  other  things,  to  establishing  a  sub-bureau  of  trans- 
portation which  would  co-operate  with  the  Interstate  Commerce 
Commission  and  the  Shipping  Board  in  matters  pertaining  to 
domestic  and  foreign  commerce.  It  is  understood  Secretary 
Hoover  has  in  contemplation  the  separation  of  the  Bureau  of 
Foreign  and  Domestic  Commerce  into  a  bureau  of  foreign  com- 
merce and  a  bureau  of  domestic  commerce,  and  that  the  trans- 
portation bureau  would  be  a  division  of  the  latter  bureau.  When 
this  was  written  there  was  nothing  definite  in  regard  to  the 
plans,  but  Mr.  Hoover  was  expected  to  make  a  formal  announce- 
ment of  the  proposed  changes. 


P.  R.  R.  CO.  BONDS  AUTHORIZED 

The  Traffic  World  Washington  Bureau. 

The  Pennsylvania  Railroad  Company's  application  for  au- 
thority to  issue  $60,000,000  of  fifteen-year,  six  and  one-half  per 
cent  secured  gold  bonds,  maturing  February  1,  1936,  and  to  issue 
$60,000,000  of  six  per  cent  general  mortgage  bonds,  which  will 
be  pledged  as  security  in  part  for  the  secured  gold  bonds,  has 
been  approved  by  the  Commission.  The  secured  gold  bonds  have 
been  sold  to  Kuhn,  Loeb  &  Co.,  at  94.40  per  cent  of  par  and 
accrued  interest. 

The  proceeds  of  the  sale  of  the  $60,000,000  of  secured  gold 
bonds,  together  with  such  further  sum  as  may  be  necessary  to 
equal  the  principal  amount  of  the  general  mortgage  gold  bonds, 
or  $60,000,000,  will  be  used  for  the  following  purposes,  the  Com- 
mission said: 

(a)  Purchase  of  locomotives,  rolling  stock,  and  other  equip- 

ment from  the  Pennsylvania  Company,  covering  90  per 
cent  of  the  amount  agreed  to  be  paid  therefor  by  the 
applicant  $17,417,685 

(b)  Purchase  of  204,661  shares  of  the  common  capital  stock 

of  the  Pittsburgh,  Ft.  Wayne  &  Chicago  Railway  Com- 
pany, at  par  20,466,100 

(c)  Purchase   of   22,280   shares   of   the   capital   stock   of   the 

Pittsburgh,  Cincinnati,  Chicago  and  St.  Louis  Railroad 
Company,  at  76.50  per  cent  1,704,420 

(d)  Refundment  of   90   per   cent    of   the   yearly   installment, 

amounting  to  $2,670,000,  of  principal  of  general  freight 
equipment  trust  four  and  four  and  one-half  per  cent 
certificates,  issues  of  1912  and  1913,  payable  in  1921 2,403,000 

(e)  Reimbursement  of  applicant's  treasury  for  90  per  cnt  of 

yearly  installment,  amounting  to  $3,468,000,  of  principal 
of  the  Pennsylvania  Railroad  Company  equipment  trust' 
of  1920,  paid  in  1921  3,121,200 

(f)  Payment  of  mortgages  maturing  in  1921,  on  real  estate 

belonging   to   the   applicant    1,151,000 

(g)  For  additions  and  betterments  proposed  to  be  made  dur- 

ing   1921    11,506,045 

(h)  To  be  expended  for  capital  purposes  coming  within  the 

terms  of  the  applicant's  general   mortgage 2,230,550 


the  class  rates  from  Washington,  as  well  as  a  considerable 
number  of  the  commodity  rates  on  other  goods,  were  the  same 
as  those  from  California.  He  said  that  the  sugar  was  purchased 
at  prices  ranging  from  9  to  22  cents  a  pound  and  that  the  freight 
charges  per  car  amounted  in  some  instances  to  as  much  as 
$4,400.  He  pointed  out  that  none  of  the  canned  strawberries 
in  which  this  sugar  was  used  had  as  yet  been  sold  and  that 
they  would  undoubtedly  be  sold  at  a  great  loss.  This  statement 
was  made,  he  said,  to  forestall  the  usual  attempt  on  the  part 
of  the  Director-General's  agents  to  prove  that  the  freight  charges 
were  passed  on  to  purchasers. 

R.  J.  Hagman,  attorney  for  the  Great  Northern  Railroad, 
conducted  the  defense,  and  proceeded  on  the  theory  that  the 
request  for  a  reasonable  rate  for  the  future  was  made  merely 
to  bolster  up  the  claim  for  reparation.  Through  W.  E.  Alair, 
assistant  general  freight  agent  of  the  Northern  Pacific  at  St. 
Paul,  he  tried  to  show  that  the  sugar  shipped  was  cane  sugar 
sent  into  Seattle  from  San  Francisco  in  the  first  instance,  and 
purchased  by  Armour  &  Co.  from  a  fruit  cannery  which  found 
it  could  not  use  it. 

E.  W.  Soergel,  assistant  general  freight  agent  for  the  C. 
M.  &  St.  P.,  stated  that  no  cane  sugar  was  refined  in  Washington 
and  that  the  output  of  the  refineries  in  that  state  would  be 
easily  taken  care  of  in  local  markets  for  many  years  to  come. 
He  said  that  a  careful  check  of  movements  showed  that  the 
nine  cars  in  question  were  the  only  ones  that  had  ever  moved 
over  this  route  and  the  only  ones  that  might  be  expected  to 
move.  He  pointed  out  that  many  of  the  sugar  movements  in 
this  country  were  on  a  fifth-class  basis,  notably  those  from 
New  York  to  Milwaukee,  Madison  and  St.  Paul,  where  there 
was  a  large  volume  of  sugar  traffic.  The  granting  of  a  com- 
modity rate  on  sugar  from  Seattle  to  Chicago  and  the  East 
would,  he  said,  necessitate  the  granting  of  fourth  section  re- 
lief, or  the  entire  revision  of  sugar  rates  from  and  to  interme- 
diate points.  Brief  date  was  set  for  April  7. 


$60,000,000 

"All  of  the  capital  stock  of  the  Pennsylvania  Company  is 
owned  by  the  applicant.  Bonds  of  the  Pennsylvania  Company, 
payment  of  which  is  guaranteed  by  the  applicant,  mature  as 
follows: 

Gold  loan  of  1915,  414%  certificates,  due  June  15,  1921 $37,805,140.07 

First  mortgage  4%%  bonds,  due  July  1,  1921  17,793,000.00 

"The  applicant  represents  that  the  moneys  to  be  paid  for  the 
equipment  and  for  the  capital  stock  of  the  Pittsburgh,  Ft.  Wayne 
&  Chicago  and  of  the  Pittsburgh,  Cincinnati,  Chicago  &  St.  Louis, 
amounting  to  $39,588,205,  will  enable  the  Pennsylvania  Company 
to  pay  the  aforesaid  certificates  and  bonds  which  mature  in  June 
and  July.  The  effect  of  such  payment  will  be  to  relieve  the  appli- 
cant from  the  obligation  of  its  guarantee  in  respect  thereto." 


SUGAR,  SEATTLE  TO  CHICAGO  AND  EAST 

An  attempt  to  have  the  rates  on  carload  sugar  from  points 
in  the  state  of  Washington  to  Chicago  and  the  east  placed  on 
a  commodity  basis  in  conformity  with  those  now  in  effect  from 
California,  Wyoming,  Oregon  and  Idaho,  is  being  made  by  Ar- 
mour &  Co.  in  Docket  No.  12076,  Armour  &  Co.  vs.  Northern 
Pacific  et  al.,  hearing  on  which  was  held  by  Examiners 
Arthur  R.  Mackley  and  M.  Garcia  de  Quevedo  in  Chicago, 
March  8. 

Reparation  amounting  to  $8,479.66  has  been  asked  on  ship- 
ments of  sugar  from  Seattle  to  Chicago,  Boston  and  Landisville, 
N.  J.,  totaling  nine  cars,  which  moved  between  August  22,  1919, 
and  May  4,  1920.  The  fifth  class  rates  under  which  this  sugar 
moved  were  $2.19  to  Chicago,  and  $2.37%  to  Boston  and  Landis- 
ville, and  the  rate  asked  was  on  the  basis  of  the  then  existing 
commodity  rates  from  California  points,  which  ranged  from  70 
cents  to  $1.31  to  the  various  destinations,  according  to  car  mini- 
mums  of  60,  70  and  80  thousand  pounds. 

In  presenting  the  complainants'  side  of  the  case,  Paul  D. 
Blanchard,  attorney  .for  the  packing  company,  cited  numerous 
cases  in  w'hich  the  'Commission  had  found  that  goods  moving 
in  carloads  were  entitled  to  commodity  rates  and  had  awarded 
reparation  .on  that  basis.  W.  W.  Manker,  assistant  traffic  man- 
ger lor  -SiMnDiir  A  Co.,  ^t  Chicago,  pointed  out  that  most  of 


SHEEP  IN  DOUBLE  DECK  CARS 

Hearing  on  the  third  of  a  series  of  cases  bringing  into  ques- 
tion the  present  minimum  of  22,000  pounds  for  sheep  in  double- 
deck  cars  (No.  12113,  Swift  &  Co.  et  al.  vs.  B.  &  O.  et  al).  was 
held  before  Examiners  Mackley  and  De  Quevedo  in  Chicago, 
March  9.  Hearings  on  the  other  two,  Nos.  11700  and  11900.  in 
which  the  National  Live  Stock  Exchange  and  Armour  &  Co. 
were  the  complainants,  had  already  been  held,  and  the  defense 
in  this  case  asked  to  have  the  testimony  in  the  previous  two 
admitted.  No  further  evidence  was  submitted  by  the  defense. 

Ross  D.  Rynder,  attorney  for  the  complainants,  produced 
W.  C.  Watson,  transportation  department,  Swift  &  Co.,  to  testify 
as  to  the  average  loading  of  sheep  at  the  Swift  plant.  Mr. 
Watson  introduced  an  exhibit  which  purported  to  show  the  cars 
involved  in  the  claim  for  reparation,  which  totals  $25,000,  and 
explained  that  the  claim  was  based  on  the  difference  in  trans- 
portation costs  of  various  shipments  between  that  assessed  under 
a  22,000-pound  minimum  and  that  which  would  have  been  as- 
sessed under  an  18,000-pound  minimum.  The  correctness  of 
the  exhibit,  in  various  particulars,  was  challenged  by  Guernsey 
Orcutt,  attorney  for  the  defense,  and  on  the  admission  of  Mr. 
Rynder  that  there  were  some  errors,  he  was  ordered  by  the  ex- 
aminer to  furnish  a  corrected  exhibit  within  fifteen  days. 

R.  S.  Matheson,  head  sheep  buyer  for  Swift  &  Co.,  testified 
as  to  the  difficulty  of  loading  sheep  to  the  minimum.  HP  said 
lambs  loaded  to  about  ]8,0pp.  and  sheep  to  19,000,  and  related 
several  instances  where  an  attempt  to  load  to  the  minimum  had 
resulted  in  dead  animals  at  destination.  Both  parties  waived 
brief. 


EQUIPMENT   FOR  C.  &  N.  W. 

The  .Commission,  in  Finance  Docket  No.  1109,  has  author- 
ized the  Chicago  &  North  Western  to  issue  $9,630,000  worth  of! 
equipment  trust  certificates  to  bear  interest  at  a  rate  not  ex- 
ceeding seven  per  cent.  The  certificates  are  to  be  handled  by 
the  Farmers  Loan  and  Trust  Company  of  New  York.  The  pro-, 
ceeds  are  to  pay  for  40  class  J  engines,  20  class  E  locomotives 
500  steel  ore  cars,  500  steel  underframe  stock  cars,  250  steel; 
underframe  refrigerator  cars,  50  steel  underframe  cabooses,  25 
steel  coaches,  9  steel  smoking  cars,  2  steel  postal  cars,  23  bag 
gage  cars  and  3  combination  mail  and  baggage  cars. 


REVISION  OF  RATES  ON  SUGAR 

The  Western  Trunk  Line  Committee  under  date  of  Marc! 
10,  issued  the  following: 

"As  shippers  have  expressed  their  desire  to  confer  witl 
carriers  regarding  revision  of  rates  on  sugar,  this  is  to  advise 
that  an  opportunity  for  a  conference  will  be  afforded  at  tlu, 
rooms  of  the  Western  Trunk  Line  Committee,  2222  Transporta 
tion  Bldg.,  Chicago,  at  10:30  a.  m.,  Friday,  March  25,  1921." 


Always  reliable  and  dependable,  THE  DAILY  TRAP 
FIC  WORLD  is  a  time  and  money  saver  for  the 
traffic  man. 
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FOR  thirty-seven  years  we  have  been 
serving  Domestic,  Import  and  Export 
shippers,  meeting  every  requirement 
that  would  be  expected  of  a  house  of  our  size, 
yet    giving    that    sincere    personal    service 
which  demonstrates  our  interest  in  the  up- 
building of  trade. 

The  large  volume  of  tonnage  controlled  by 
us  assures  shippers  of  the  lowest  ocean  and 
marine  insurance  rates. 

Consolidated    cars    despatched    East    and 

West. 


D.  C.  ANDREWS  &  CO.,  Inc. 


New  York 
Boston 
Philadelphia 
Baltimore 


Established  1884 

14  East  Jackson  Boulevard 
CHICAGO 


New  Orleans 
San  Francisco 
Seattle 

Buenos  Aires 


A.  C.  SHERRARD,  Chicago  Manager 

Afents  Throughout  the  World.  Telephones:  Harrison  1048-1049 


T^CONTINENTALW 
COMMERCIAL 

BANKS 

CHICAGO 

La  Salle,  Adams,  Quinry  and 
Wells  Streets 

Invested  Capital  More  Than  Fifty-five  Millions 


'T'HE  Traffic   Department 

•*•  of  these  Banks  is  espe- 
cially equipped  to  assist  manufacturers, 
merchants  and  shippers  in  preparing 
documents,  routing  shipments,  and 
in  other  problems  incident  to  foreign 
and  domestic  commerce. 

You  are  minted  to  make  full  use 
of  our  Traffic  Department 


W.  A.  DUNNETT 


Traffic  Advisor 


PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 


Mobile,  Alabama,  U.  S.  A. 


Regular  Monthly  Service          A-l  Steamers 

MOBILE  to  ANTWERP 
HAVRE  and  BORDEAUX 
and  U.S.  PACIFIC  COAST 


St.  Louis  Office: 
1527  Pierce  Building 

IRVING  H.  HELLER,  Manager 


Birmingham  Office: 
324  Chamber  of  Commerce  Bldg. 

GEORGE  C.  MCLAUGHLIN,  Manager 
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CAR  SURPLUS  AND  SHORTAGE 

The  Traffic  World  Washington  Bureau 

The  average  number  of  surplus  cars  in  the  week  ending 
February  28,  was  slightly  less  than  the  number  in  the  preceding 
week,  413,450  as  compared  with  423,193,  according  to  the  weekly 
report  of  the  car  service  division  of  the  American  Railway  Asso- 
ciation. The  average  car  shortage  for  the  week  was  650  as  com- 
pared with  441  in  the  preceding  week.  The  surplus  of  423,193 
was  the  highest  mark  reached  during  the  present  depression. 

The  surplus  was  made  up  of  the  following  classes  of  equip- 
ment: Box,  173,520;  ventilated  box,  1,683;  auto  and  furniture, 
9,248;  flat,  14,350;  gondola,  122,297;  hopper,  50,553;  total  all 
coal  (gondola  and  hopper),  172,850;  coke,  10,308;  S.  D.  stock, 
19,197;  D.  D.  stock,  1,230;  refrigerator,  7,304;  tank,  2,755;  mis- 
cellaneous, 1,005. 

The  shortage  was  made  up  of  the  following  classes  of 
equipment:  Box,  468;  flat,  18;  gondola,  38;  hopper,  33;  S.  D. 
stock,  13;  D.  D.  stock,  15;  refrigerator,  59;  miscellaneous,  6. 


COAL  PRODUCTION  REPORT 

The  Traffic  World  Washington  Bureau 

"The  rate  of  production  of  soft  coal  continued  to  decline 
during  the  week  ended  February  26,"  the  Geological  Survey, 
Department  of  the  Interior,  said  in  its  weekly  report  on  coal 
production  under  date  of  March  5. 

"The  total  output,  including  lignite  and  coal  coked  at  the 
mine,  is  estimated  from  railroad  shipments  at  7,334,000  net 
tons,  a  decrease  of  159,000  tons,  when  compared  with  the  pre- 
ceding week.  The  decrease  was  apparently  not  due  to  the 
occurrence  of  the  holiday,  February  22,  for,  although  Washing- 
ton's Birthday  was  observed  as  a  holiday  at  many  mines,  no 
difficulty  was  experienced  in  filling  the  available  orders  on  the 
remaining  days  of  the  week. 

"With  one  exception — the  coal  strike  of  1919 — the  rate  of 
production  is  lower  at  present  than  at  any  time  during  the  past 
four  years,  the  period  over  which  the  records  of  weekly  output 
extend. 

"The  following  statement,  furnished  by  the  American  Rail- 
way Association,  shows  the  number  of  cars  loaded  daily.  The 
loss  on  Tuesday,  Washington's  Birthday,  when  only  18,904  cars 
were  loaded,  was  quickly  made  up  the  following  day:  February 
21,  25,088;  February  22,  18,904,  February  23,  26,908;  February 
24,  24,541;  February  25,  23,248;  February  26,  16,589. 

"Loadings  on  Monday  of  the  'week  (February  28-March  5), 
according  to  preliminary  reports,  were  26,605  cars,  and  on  Tues- 
day, 23,000.  The  total  for  the  two  days— 49,605 — was  764  cars 
less  than  for  the  corresponding  days  of  the  week  of  February 
19,  the  latest  week  with  which  comparison  may  be  made." 

The  Survey  reported  the  car  supply  ample  in  all  districts, 
except  in  the  Routt  county  field  of  Colorado,  because  of  heavy 
snows  and  other  adverse  weather  conditions. 


"ON  HAND"  EXPRESS  SHIPMENTS 

A  campaign  has  been  started  in  the  express  business,  to 
keep  down  the  number  of  shipments  which  find  their  way  to 
"On  Hand"  departments,  because  the  addresses  are  inaccurate  or 
incomplete,  or  because  of  cancellation  of  orders  or  some  other 
disagreement  between  shipper  and  consignee.  An  effort  is  be- 
ing made  to  clear  up  the  undeliverable  matter  found  in  the  "On 
Hand"  rooms  of  the  express  company  and  the  "Right  Way"  meet- 
ings of  the  express  employes  throughout  the  country  the  subject 
is  receiving  special  attention. 

It  is  the  opinion  of  operating  heads  in  the  express  business 
that  the  growth  of  "On  Hand"  freight  is  a  handicap  to  improve- 
ment in  the  express  service.  Practically  every  industry  is  in- 
terested in  prompt  delivery  of  goods  and  the  carrier  is  seeking 
the  co-operation  of  the  shipping  public  to  remove  the  heavy 
burden  which  the  storing  and  care  of  "On  Hand"  freight  involve. 
It  is  found  that  a  large  number  of  claims  and  annoying  contro- 
verseries  are  directly  chargeable  to  the  abuse  of  the  "On  Hand" 
privilege. 

While  it  is  a  decided  advantage  to  the  transient  shipper  to 
have  the  express  carrier  hold  the  goods  for  him  until  he  arrives, 
and  to  do  this  without  added  expense,  they  say,  it  was  not  in- 
tended that  regular  express  patrons  would  ask  or  expect  the 
carrier  to  store  their  goods  while  some  argument  between  ship- 
per and  consignee  was  being  settled.  The  express  company  does 
not  generally  charge  for  storing  shipments,  but  some  such  step 
may  be  taken  unless  the  situation  improves,  it  is  stated. 

In  seeking  the  co-operation  of  the  shippers,  the  transporta- 
tion company  lays  emphasis  on  the  importance  of  every  shipper 
having  the  consignee's  full  name  and  address,  street  and  num- 
ber, plainly  stencilled  or  otherwise  marked,  on  each  piece  he 
sends  by  express.  It  is  equally  important,  the  carrier  points  out, 
that  each  shipper  shows  his  name  and  address  clearly  on  each 
piece  of  a  shipment. 

That  consignees  should  accept  delivery  of  shipments  ten- 
ded and  not  leave  them  on  the  carrier's  hands  is  the  conten- 
tion of  the  express  company  in  this  campaign.  This  should  be 


done,  it  says,  even  if  shipments  are  offered  in  bad  order  for  then 
the  consignee  can  dispose  of  them  to  the  best  advantage  and 
thereby  reduce  the  loss  to  the  lowest  possible  figure.  Shippers 
and  consignees  are  urged  to  give  special  attention  to  postal 
notices  sent  out  by  the  carriers  to  both  of  them,  when  a  ship- 
ment cannot  be  delivered  by  an  express  driver,  for  any  reason. 

When  a  shipper  is  informed  by  the  express  company, 
through  the  usual  postal  notices  that  the  consignee  to  whom  he 
sent  his  gioods  has  refused  to  accept  them,  it  is  pointed  out  that 
it  will  facilitate  matters  if  he  will  give  prompt  and  definite  in- 
structions for  the  disposal  of  the  shipment  in  question. 


RAILWAY  MAIL  PAY 

The  Traffic  World  Washington  Bureau 

Joseph  Stewart,  special  assistant  to  the  Postmaster-General, 
in  charge,  for  the  Post  Office  Department,  of  the  litigation  con- 
cerning mail  pay,  has  filed  an  answer  and  supporting  brief,  to 
the  application  of  the  carriers,  particularly  the  short  lines,  for 
an  interpretation  of  the  Commission's  order  in  conformity  with 
the  views  of  the  carriers  that  the  Commission's  railway  mail 
pay  order  requires  the  Postmaster-General  to  make  compensa- 
tion for  side  and  terminal  service  from  July,  1916,  to  March  1, 
1920;  to  make  a  25  per  cent  increase  in  the  $50  minimum  per 
mile  payment  for  each  route  operated  not  less  than  six  times 
per  week;  and  to  adjust  the  minimum  on  the  routes  in  exist- 
ence at  the  time  of  the  Commission's  order. 

The  broad  contention  of  the  Postmaster-General,  carried 
in  the  answer  is  that  the  Commission's  order  has  been  carried 
out  as  the  Commission  intended;  that  the  rates  of  pay  prior  to 
the  filing  of  the  case  were  whole-service  rates  and  that  the  side 
and  terminal  services  were  covered  by  such  rates.  Mr.  Stewart 
contended  that  the  Commission  did  not  intend  to  order  the 
Postmaster-General  to  make  a  twenty-five  per  cent  increase  in 
the  minimum  of  $£0  per  mile,  and  that  it  is  within  the  power 
and  competency  of  the  Postmaster-General  to  consolidate 
routes  so  that  all  the  rails  of  a  carrier  within  a  given  railway 
mail  service  district  constitute  one  route  to  which  the  $50  per 
mile  minimum  will  apply. 


HEARING    POSTPONED 

Owing  to  the  non-appearance  of  the  complainants,  hearing 
on  Docket  No.  12140,  the  Lowenthal  Co.  vs.  C.  &  N.  W.  et  al., 
which  was  to  have  taken  place  before  Examiner  Mackley  in 
Chicago,  March  11,  was  indefinitely  postponed.  A  petition  of 
intervention  on  the  defendant's  side  was  filed  for  the  St.  Louis 
Chamber  of  Commerce  by  H.  R.  Brashear,  assistant  traffic  com- 
missioner. 


ABANDONMENT    PERMISSION    REQUESTED 

Approval  by  the  Commission  of  the  abandonment  of  its 
fifty  miles  of  railroad  in  Carbon  county,  Wyo.,  from  Walcott  to 
Encampment,  Wyo.,  is  requested  by  the  Saratoga  &  Encamp- 
ment Railroad  Company  in  a  petition  filed  with  the  Commission. 
The  company  states  that  the  cost  of  operation  since  1914  has 
exceeded  all  earnings  or  income  from  its  operation  and  that  it 
has  no  reasonable  ground  for  expecting  an  increase  in  earnings 
or  decrease  in  operating  expenses  whereby  the  income  would 
justify  its  continued  operation.  The  Wyoming  legislature  has 
adopted  a  resolution,  which  was  sent  to  the  Commission,  pro- 
testing against  the  proposed  abandonment,  and  stock  growers 
along  the  line  have  protested  to  Senator  Warren  and  Repre-  • 
sentative  Mondell  of  Wyoming  against  abandonment,  and  they 
have  written  to  the  Commission  advising  against  abandonment  I 


PAYMENT   TO    NORTHERN    PACIFIC 

The  Treasury  Department  has  paid  to  the  Northern  Pacific 
$7,000,000  certified  by  the  Commission  as  a  partial  payment  of 
the  amount  due  that  carrier  under  the  guaranty  provision 
the  transportation  act.     The   total  of  partial   payments   to  dai» 
since  approval  of  the  Winslow  partial  payment  bill  is  $13. i 
190.06. 


S.  A.   L.   BONDS 

The  Seaboard  Air  Line  has  been  authorized  by  the  Commis- 
sion to  issue  $713,000  of  first  and  consolidated  mortgage  6  per 
cent  bonds,  maturing  September  1,  1945,  and  to  pledge  them 
with  other  bonds,  preferred  and  capital  stock  as  security  for 
loans  aggregating  $2,625,000  from  the  United  States.  The  other 
securities  consist  of  $1,077,000  of  bonds;  $1,521,000  of  common 
capital  stock  and  $1,105,900  of  preferred  capital  stock. 

CHANGES    IN    DOCKET 

Hearing  in  12080,  David  M.  Lea  &  Co.,  Inc.,  vs.  R.  F.  &  P.  et 
al.,  assigned  for  March  9  at  Richmond,  Va.,  before  Examiner 
Woodrow,  was  cancelled. 

Hearing  in  12124,  W.  A.  Wimsatt  vs.  B.  &  O.  et  al.,  assigned 
for  March  11,  at  Washington,  before  Examiner  Kephart,  was 
postponed  to  a  date  to  be  hereafter  fixed. 
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Ship  Through  the 

Port  of  Los  Angeles 

34  Steamship  Services  Reaching  Over  100  World  Ports 

A  Harbor  Made  to  Order 

Los  Angeles  has  expended  $5,800,000  on  waterfront  improvements  and  has  voted  an 
additional  $4,500,000  for  further  improvements. 

The  United  States  Government  has  expended  approximately  $6,000,000  on  the  breakwater 
for  the  outer  harbor,  jetty  work  and  dredging  in  the  inner  harbor,  and  has  appropriated 
$984,300  for  other  improvements. 

Los  Angeles  harbor  has  nearly  40,000  feet  of  wharves,  of  which  more  than  13,000  feet 
are  owned  by  the  City  of  Los  Angeles. 

The  City  owns  and  operates  five  transit  sheds  having  a  uniform  width  of  100  feet  and  a 
combined  length  of  4,430  feet. 

Ships  can  enter  Los  Angeles  harbor  from  the  open  sea  with  safety  in  all  seasons  of  the 
year  and  in  any  weather. 

Write  for  Illustrated  Book  and  fort  Map, 

Board  of  Harbor  Commissioners 

SUITE  33,  CITY  HALL,  LOS  ANGELES,  U.  S.  A. 


R.  B.  YOUNQ,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 

312-31 4-311  WILLIAMSON  STREET          P.  0.  Box  985 

General      Storage  —  Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Broker* — Track    Connection*    with    all    Railroad*    and    Steamship 
Dock*— Member*  American  Chain  of  Warehouse*— Member*  Amer- 
ican Warehousemen'*  Association. 
Pnon.  No.  4883  SAVANNAH.  GA. 


CARLSON'S  INDUSTRIAL 

Traffic  Managers'  College 

Top  Floor  Tribune  Bldg.,  New  York,  N.  Y. 

Practical  Instructions  given  by  Expert  Traffic  Manager*.  No 
Theory,  actual  use  of  tariffs  a*  applied  to  Domestic,  Import  and 
Export  Shipping.  TEXT  MATTEK  includes  Important  change*  In 
Rules  and  Regulation*,  up  to  date,  ' 


Night  Classes. 
Prospectus 


Frse. 


••*>,  In  loose-leaf  form. 

Personal  Instructions  by  Mill. 
Correspondence    Solicited. 


CINCINNATI,  OHIO 

J.  C.  BUCKLES  TRANSFER  COMPANY 

67  Plum  Street 

FREIGHT  FORWARDING  AND  TRANSFER  AGENTS 

Distributors  and  Forwarders  of  Pool  Cars  a  Specialty 
Both  Team  and  Motor  Truck  Service.    Also  Export  Freight  Contractor* 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teeming  of  Every  Description— City  Delivery  Service  and  Carload 
Distributor* 

PORTLAND,      OREGON 

OREGON  TRANSFER  COMPANY 

Established  In  1868 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

No  switching  charge  on  carload  shipments. 

'  


SEATTLE  TRANSFER  CO. 


123  Jackson  St. 


Seattle,  Wash. 


Quick  Distribution  of  all  Pool  Can 
100,000  sq.  ft.  of  warehouse  space 
Warehouse-men  and  forwarders. 


NEW  YORK 


General  Storage       Forwarding       Carload  Dl«rloutlo« 

Excellent  facllltle*  for  reshlpplna-  without  oaxtan.  Inaaraawo  tmt* 
II  cent*.  Member*  of  American  Warehousemen's  Auodatlaa  ai>4 
American  Chain  of  Warehouses. 

Write  for  particular*. 
B.    R.   *\   P.   WAREHOUSE,    Inc.  KINO   AND    MAPLB    tTS. 


BANKERS  OF  MERCHANDISE 

Storage,  Distribution,  Moving,  Packing,  Shipping 
Fireproof  Construction 

International  Warehouse  Co.,  R. H. OLIVER, Mr.. 
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Digest  of  New  Complaints 


No 

No, 

No. 
No. 

,|NO. 

.JN.. 
Wo. 

Mo. 

IMO. 
No. 

'.  No. 

•  No. 
No. 

No. 

No. 

No. 
No. 

No. 

No. 
No. 


12100,  SUb.  No.  1.    Beaumont  (Tex.)  Chamber  of  Commerce  et  al. 
vs.  B.  S.  L.  &  W.,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  shipments  of  various  com- 
modities between  Beaumont  and  Chaison,  Tex.,  in  that  they  ex- 
ceeded $6.50  per  car  plus  war  tax  for  a  single  line  movement  and 
$8  per  car  plus  war  tax  for  a  two-line  movement.  Asks  reparation 
of  $8,413.47. 

12244.  Corporation  Commission  of  Oklahoma  vs.  Abilene  & 
Southern  et  al. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates 
on  grain,  grain  products,  hay  and  straw  and  articles  taking  same 
rates  from  all  points  in  Oklahoma  to  all  points  in  Texas.  Asks 
for  just  and  reasonable  rates  and  transit  privileges. 

12245.  Wisconsin  Dairy  Products  Co.,  Stoughton,  Wis.,  vs.  Akron, 
Canton  &  Youngsto%vn  et  al. 

Unjust,  unreasonable  rates  on  canned  condensed  milk  from 
Stoughton,  Wis.,  to  points  in  C.  F.  A.  territory  and  eastern  states. 
Asks  for  just  and  reasonable  rates  and  reparation. 

12246.  Brooks-Scanlon  Lumber  Co.  et  al.,  Bend,  Ore.,  vs.  Oregon 
Trunk  Ry.,  Payne  et  al. 

Unjust,  unreasonable  and  unjustly  discriminatory  and  prefer- 
ential rates  on  lumber  from  Bend,  Ore.,  to  points  in  Western 
Trunk  Line,  C.  F.  A.  and  Eastern  Trunk  Line  territories  by 
reason  of  weights  applied.  Asks  for  just,  reasonable  rates,  rules 
and  regulation  and  reparation. 

12247.  Wilson  &  Co.,  Inc.,  of  Tennessee,  Chattanooga,  vs.  A.  T.  & 
S.  F.,  Payne  et  al. 

Unjust,  unreasonable  and  unduly  prejudicial  rates  on  cocoanut 
•oil  from  San  Francisco  to  Chattanooga,  reshipped  to  New  York, 
Nutley,  N.  J.,  Philadelphia,  Chicago  and  Kansas  City.  Asks  for 
reparation. 

12248.  Fort   Wayne    (Ind.)   Corrugated  Paper  Co.   vs.    Payne   as 
agent. 

Unjust  and  unreasonable  rates  on  board,  binders,  box,  chip, 
paper  stock,  straw  and  wood  pulp  from  Hartford  City  to  Ft. 
Wayne,  Ind.  Asks  for  reparation. 

12249.    Pflster  &  Vogel  Leather  Co.,  Milwaukee,  vs.  Lehigh  Valley, 
Payne  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  bark  extract  and  myrobalans  from  Philadelphia 
and  New  York  to  Cheboygan,  Mich.  Asks  for  just  and  reasonable 
rates  and  reparation. 

12250.  Wm.   Danzer  &   Co.,   Inc.,   Hagerstown,   Md.,    vs.   Gulf  & 
Ship  Island  et  al. 

Unjust  and  unreasonable  rates  and  demurrage  charges  on  lum- 
ber from  Lyman,  Miss.,  to  Wilkes-Barre,  Pa.,  by  reason  of  de- 
fendants' disregard  of  routing  instructions.  Asks  for  damages 
equal  to  the  value  of  the  lumber  less  reasonable  transportation 
charges. 

12251.  Standard  Asphalt  and  Refining  Co.,  Tulsa,  Okla.,  vs.  Mo. 
Pac.,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  "shipment  of  kerosene  from 
Independence,  Kan.,  to  Sheffield,  la.,  by  reason  of  defendants' 
disregard  of  routing  instructions.  Asks  for  reparation. 

12252.  The   American   Fibre   Package   Co.   Division  of  American 
Box  Board  Co.,  Grand  Rapids,  Mich.,  vs.  C.  &  N.  W.,  Payne  et  al. 

Unjust,  unreasonable  and  unduly  discriminatory  rates  on  silicate 
of  soda  from  CarroIIville,  Wis.,  to  Grand  Rapids,  Mich.,  as  com- 
pared with  rates  from  Grasselli,  Ind.  Asks  for  reasonable  rates 
and  reparation. 

12253.  The   Goodwin    Preserving   Co.,    Inc.,    Louisville,    Ky.,    vs. 
Louisville  Bridge  and  Terminal  et  al. 

Unjust,  unreasonable  and  discriminatory  rates  on  fruit  butter, 
jams,  jellies,  preserves,  corn  syrup  butter  and  similar  products 
from  Louisville,  Ky.,  to  Duluth  and  St.  Paul  by  reason  of  no  com- 
modity rates  being  in  force.  Asks  for  just  and  reasonable  rates. 

12254.  The  Republic  of  France  vs.  Payne,  as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory  and  prejudicial 
storage  charges  on  steel  wire  rods  at  New  York  City.  Asks  for 
reparation  down  to  basis  of  ground  storage  rates. 

12255.  Southern  Acid  and  Sulphur  Co.,  St.  Louis,  vs.  Arizona  & 
New  Mexico  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial and  preferential  rates  and  weights  on  sulhpur  from  Sulphur 
Mine,  La.,  and  Bryan  Mound,  Freeport,  Gulf  Hill,  Tex.,  to  desti- 
nations in  Mountain-Pacific  territory.  Asks  for  just  and  reason- 
able rates  and  weights. 

12256.  Choate  Oil  Corp.  et  al.,  Oklahoma  City,  Okla.,  vs.  Atlanta, 
Birmingham  &  Atlantic,  Payne  et  al. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates 
on  fullers  earth  from  Midway,  Ellenton  and  Quincy,  Fla.  to 
Oklahoma  City.  Asks  for  rates  on  Gushing  basis  and  reparation 

12257.  Charles  F.  Arnold  et  al.,  Kansas  City,   doing  business  as 
C.  F.  Arnold  &  Co..  vs.  Texas  &  Pacific,  Payne  et  al. 

Unjust  and  unreasonable  demurrage  charges  on  hay  from  Rich- 
ards, Mo.,  to  Shreveport,  La.,  diverted  to  Homer,  La.  Asks  for 
reparation. 

12258.  The  Republic  of  France  vs.  West  Shore,  Payne. 

Unjust,  unreasonable,  unjustly  discriminatory  and  prejudicial 
storage  charges  on  packing  house  products  at  New  York  City 
which  were,  assessed  on  basis  of  car  demurrage  rates.  Asks  for 
reparation  down  to  warehouse  storage  basis. 

12259.  Sargeant  Coal  Co.  et  al.,   Bvansville,  Ind.,   vs    Evansville 
Suburban  &  Newburgh  et  al. 

Unjust,  unreasonable,  unduly  discriminatory  and  preferential 
rates  on  bituminous  coal  from  mines  in  the  Boonville  district  of 
Indiana  to  points  in  Illinois,  Wisconsin,  Iowa  and  Minnesota.  Asks 
for  same  rates  as  apply  from  other  mines  in  Boonville  district. 

12260.  The  Loewenthal  Co.  et  al.,  Chicago,  111.,  vs.  C.   &  N    W 
et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential rates  on  junk  scrap  metal  from  points  in  Texas,  Okla- 
homa and  Arkansas  to  Chicago  and  St.  Louis  by  reason  of  fact 
that  scrap  aluminum  could  not  be  included  in  the  mixture.  Asks 
tor  rates  permitting  this  mixture  and  reparation. 

12261.  Texas   Star   Flour  Mills,   Galveston,   Tex.,    vs.    Payne    as 
agent. 

Unjust,   unreasonable,   unjustly  discriminatory   and  preferential 

f ate°f  31c  on   flour  from  Galveston   to   New  Orleans  for  export 

Porto   Rico,    Cuba  and   other   West  Indian   islands.     Asks   for 

ration  down  to  basis  of  subsequently  established  rate  of  15c 
Pa^'    tNational    s«PPly    Co.,    Lincoln.    Neb.,    vs.    C.    B.    &    Q., 

Unjust,  unreasonable  rates  on  coke  from  Terre  Haute,  Ind.,  to 


Coburg   and    Fontanelle,    la.,    and   Adams,    Neb.      Asks    just   and 

reasonable  rates  and  reparation. 
No.   12263.     The  Ault  &  Wiborg  Co.,   Cincinnati,  vs.   L.   &   N.,  Payne 

et  al. 
Unjust  and  unreasonable  rates  on  printing  paper,  N.  O.  S.,  from 

Hamilton,  O.,  to  Mobile,  Ala.,  for  export  to  Buenos  Aires.     Asks 

for  just  and  reasonable  rates  and  reparation. 
No.  12264.     American  Manganese  Steel  Co.,  Chicago  Heights,  111.,  vs. 

B.  &  O.  Chicago  Terminal  R.  R.  Co.,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  foundry  flasks  from  Chicago 
Heights,  111.,  to  Oakland,  Calif.  Asks  just  and  reasonable  rates 
and  reparation. 

No.  12265.     Empire  Refineries,  Inc.,  et  al.,  Tulsa,  Okla.,  vs.  Texas  & 
Pacific,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  crude  oil  from  Lewis,  Gllli- 
land  and  Oil  City,  La.,  and  Ranger  and  Brownwpod,  Tex.,  to  Inde- 
pendence, Kan.,  Okmulgee,  Okla.  Asks  reparation. 

No.  12266.     The  Barrett  Co.,  New  York  City,  vs.  Pennsylvania,  Payne 
et  al. 

Unjust  and  unreasonable  rates  on  nitrate  of  soda  from  Port 
Richmond,  Pa.,  to  Frankford,  Pa.  Asks  for  just  and  reasonable 
rates  and  reparation. 

No.  12267.     Lancaster  Steel  Products  Corp.,  Lancaster,   Pa.,  vs.  B.  & 
O.,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  wire  rods  from  Canton,  O.,  to 
Lancaster,  Pa.,  and  from  points  in  the  Pittsburgh  district  and 
Youngstown,  O.,  to  Lancaster,  Pa.,  and  from  Lancaster,  Pa.,  to 
destinations  in  New  England,  New  York  and  New  Jersey,  on 
band  or  strip  iron  or  steel  and  from  Lancaster  to  Harrison,  N.  J., 
on  wire.  Asks  for  just  and  reasonable  rates  and  reparation. 

No.    12268.     Board   of   Railroad   Commissioners   of   South   Dakota   vs. 

C.  &  N.  W.  et  al. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates, 
rules,  regulations,  classifications  and  weights  on  live  stock  from 
points  in  South  Dakota  to  various  interstate  markets.  Asks  for 
just  and  reasonable  rates,  rules  and  regulations. 

No.  12269.     Portland  (Ore.)  Traffic  and  Transportation  Assn.  vs.  Ore- 
gon-Washington .  R.  &  Navigation  Co.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential rates  on  grain  from  points  in  Idaho  and  Washington  to 
Portland,  Ore.  Asks  for  Just  and  reasonable  rates. 

No.  12270.     Chesebrough  Mfg.  Co.,   Perth  Amboy,  N.  J.,  vs.  Pennsyl- 
vania, Payne  et  al. 

Unjust,  unreasonable  rates  on  complainant's  product  shipped 
from  Perth  Amboy  to  Jersey  City  by  reason  of  classification  as 
vaseline  instead  of  petroleum  products.  Asks  for  proper  classifi- 
cation and  reparation. 

No.  12271.     Morton-Gregson  Co.  et  al.,  Nebraska  City,  Neb.,  vs.  A.  T. 
&  S.  F.,  Payne  et  al. 

Unjust,  unreasonable  rates  on  hogs  in  single  and  double  deck 
cars  from  Nebraska  City  to  Oklahoma  City.  Asks  for  just  and 
reasonable  rates  and  reparation. 

No.  12272.     The  Pure  Oil  Co..  Minneapolis,  vs.  Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  motor  benzol  from  Steelton, 
Minn.,  to  Minneapolis.  Minn.,  Miles  City,  Mont.,  Spokane,  Wash., 
and  other  points.  Asks  for  reparation. 

No.  12273.     F.  L.  Starbeck,  Montevideo,  Minn.,  vs.  C.  B.  &  Q.,  Payne 
et  al. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  egg 
coal  from  Alger,  Wyo.,  to  Montevideo,  Minn.  Asks  just  and  reason- 
able rates  and  reparation. 

No.   12274.     American  Fruit  and  Vegetable  Shippers'  Assn.   et  al.   vs. 
Bangor  &  Aroostook  et  al. 

Unjust  and  unreasonable  rates  on  potatoes  by  reason  of  cancel- 
lation of  joint  rates  from  points  of  origin  in  Maine  to  destinations 
in  Virginia,  West  Virginia,  Kentucky  and  other  states  in  south- 
eastern and  Mississippi  Valley  territories.  Asks  for  just  and 
reasonable  joint  rates  and  reparation. 

No.  12275.    Central  Wisconsin  Supply  Co.,  Beaver  Dam,  Wis.,  vs.  C.  M. 
&  St.  P.  et  al. 

Against  a  rate  of  2c  per  100  Ibs.  on  fuel  wood  from  Rockford, 
111.,  to  Camp  Grant  in  Chicago  switching  district,  the  2c  being  in 
addition  to  the  rate  to  Chicago  proper.  Asks  for  reparation. 

No.  12276.     William  L.  Carney,  Chicago,  vs.  Director  General  Payne. 

Unjust,    unreasonable,    unjustly    discriminatory    and    prejudicial 

rates  on  soft  coal  from  mines  in  Illinois  and  Indiana  from  June  25 

to   Otober   4,    1918,    to.  Chicago.      Asks    for   reasonable   rates   and 

reparation. 

No.   12277.     William  L.  Carney,   Chicago,  vs.   Director  General  Payne. 
Alleges  overcharges  on  anthracite  coal  from  points  in  Pennsyl- 
vania on  Erie  to   Chicago,  which   overcharges  resulted  in  unjust 
and  unreasonable  rates.     Asks  reparation. 

No.  12278.     Post  Bros.  Tile  Co.,  St.  Louis,  vs.  Director  General  Payne, 
St.  Louis-San  Francisco  et  al. 

Unjust  and  unreasonable  rates  on  tile  from  Commerce.  Mo.,  to 
destinations  in  Arkansas.  Asks  for  reasonable  rates  and  repara- 
tion. 

No.  12279.     The  Atlantic  Refining  Co.,  Philadelphia,  Pa.,  vs.  Director 
General  Payne,  C.  &  O.  et  al. 

Unjust  and  unreasonable  rates  on  296  carloads  of  gasoline 
shipped  between  April  1,  1919,  and  February  27,  1920,  from  Leach, 
Ky.,  to  Point  Breeze,  Philadelphia,  Pa.,  by  reason  of  the  factor 
of  the  rate  for  the  haul  between  Catlettsburg  and  Leach  being  in 
excess  of  2c.  Asks  for  reasonable  rates  and  reparation. 

No.  12280.    Central  Illinois  Light  Co.,  Peoria,  111.,  vs.  Director  General 
Payne,  Chicago  &  Alton  et  al. 

Unjust  and  unreasonable  rates  on  soft  coal  from  Virden,  Qirard, 
Springfield  and  Bissell,  111.,  to  Peoria,  111.,  during  federal  control. 
Asks  reparation. 

No.  12281.     Texas  Live  Stock  Shippers'  Protective  League,  Ft.  Worth. 
Tex.,  vs.  Director  Goneral  Payne.  Ft.  Worth  Belt  Ry.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  illegal  charges 
for  intra-track  movement  of  live  stock  at  Ft.  Worth,  Tex.  Asks 
for  cease  and  desist  order  and  reparation. 

No.  12282.    Armour  &  Co.,  Chicago,  vs.  Beaumont,  Sour  Lake  &  West- 
ern et  al. 

Unjust  and  unreasonable  rates  on  tin  cans  from  Granite  City, 
111.,  to  Ft.  Worth,  Tex.,  and  on  cans  from  New  Orleans  to  Ft. 
Worth.  Asks  for  reasonable  rates  and  reparation. 

No.   12283.     Wilson  &  Co..  Inc.,  Chicago,  vs.  Director  General  Payne. 
Chicago  &  Alton  et  al. 

Against  rates  of  95c  after  June  25,  1918,  and  $1.32%  after 
August  26.  1920,  on  frozen  bones  from  Kansas  City  to  Camden. 
N.  J.,  as  unjust  and  unreasonable  because  and  to  the  extent  of 
the  excess  over  rates  on  bones  N.  O.  I.  B.  N.  Asks  for  cease 
and  desist  order  and  reparation. 

No.  12284.    Wilson  &  Co..  Inc.,  of  Oklahoma,  et  al.  vs.  Director  Gen- 
eral Payne,  C.  R.  I.  &  P.  et  al. 

Against  a  rate  of  87.75c  on  fresh  meat  prior  to  June  25.  1918, 
and  $1.09%  after  June  25,  1918,  to  April  24,  1920,  as  unjust  and 


March  12,  1921 


THE    TRAFFIC    WORLD 


179 


Antjwh 


on  the 


SEATTLE 

TACOMA 
PORTLAND 


ADMIRAL  LINE  PREDOMINATES 

Our  fast  combination  freight  and  passenger  vessels  and  exclusive  freight 
carriers,  operating  on  a  consistent  frequent  schedule,  traverse  the  ocean 
highways  of  the  Pacific  from  Nome,  Alaska,  to  Corinto,  Central  America, 
and  from  the  Pacific  Coast  to  the  Orient,  providing  adequate  facilities  for 
the  American  shipper  and  traveler,  via  an  one  hundred  per  cent  American 
Service. 

NEW  AMERICAN  TRANSPACIFIC  HIGHWAY 

Seattle  to  the  Orient 

2  of  the  5  new  U.  S.  S.  B.  combination  freight  and  passenger  vessels — 
535  feet  long — 21,000  tons — 559  passengers — to  be  operated  in  this  service, 
have  been  delivered  to  this  company,  and  sail  from  Seattle  to  the  Orient 
as  follows : 

S.  S.  WENATCHEE     April    9 

S.  S.  KEYSTONE  STATE May  14 

S.  S.  WENATCHEE    June    11 

The  other  three  will  be  placed  at  the  disposal  of  our  patrons  as  soon  as 
completed. 

SPECIAL  'ROUND  AMERICA  SERVICE— via  the  Panama  Canal. 
As  each  of  the  five  United  States  Shipping  Board  vessels  allocated  to 
this  company  for  operation  in  the  New  American  Transpacific  Highway 
Service  are  delivered  at  New  York,  a  Special  'Round  America  Trip  will 
be  arranged. 

The  first  of  these  vessels,  the  S.  S.  WENATCHEE,  leaves  New  York 
March  12  for  Seattle-Tacoma,  with  stopovers  en  route  at  Havana,  Cuba: 
Cristobal,  Balboa,  Los  Angeles  and  San  Francisco — arriving  at  Seattle- 
Tacoma  April  1st. 

The  second  of  these  U.  S.  S.  B.  vessels,  the  S.  S.  KEYSTONE  STATE, 
leaves  New  York  April  15  with  the  same  itinerary  as  the  S.  S. 
WENATCHEE.  Subsequent  sailings  of  the  balance  of  the  five  U.  S.  S.  B. 
vessels  will  be  announced  as  soon  as  the  vessels  are  ready  for  operation. 


*3S®P 


PUGET  SOUND— Trans  Pacific  Service 

Regular  Sailings   (Freight  Only) 

U.  S.  S.  B.  Class  A-l  steel  vessels  between 
Seattle,  Tacoma  and  Yokohama,  Kobe,  Shanghai, 
Hong  Kong,  Dairen,  Vladivostok,  Manila  and 

Singapore. 


COLUMBIA  RIVER— Transpacific  Service 

Regular  Sailings  (Freight  Only) 

U.  S.  S.  B.  Class  A-l  steel  vessels  between 
Portland  and  Yokohama,  Kobe,  Shanghai,  Hong 
Kong,  Dairen,  Vladivostok  and  Manila. 


Ship  and  Travel  Under 
The  American  Flag 


PUGET  SOUND— California  Service 

Frequent  Sailings  (Passenger  and  Freight) 

Coastwise     service  between     Seattle,     Tacoma, 

Victoria,  Vancouver,  San  Francisco,   Los  Angeles 

and    San    Diego.  SS  Admiral  Dewey 

SS  President  SS  Queen 

SS  Governor  SS  Admiral  Evans 

SS  Admiral  Schley  SS  Admiral  Sebrec 

PUGET  SOUND— Alaska  Service 

Regular  Sailings  (Passenger  and  Freight) 

Puget    Sound    to    all    points    in    Southeastern 
and  Southwestern  Alaska. 

SS   City   of  Seattle 

SS  Spokane  SS  Admiral  Watson 

SS  Admiral  Goodrich  SS  Admiral  Rodman 

CALIFORNIA    Mexico  and  Central  America  Service 

Regular  Sailings  (Passenger  and  Freight) 

San    Francisco    and    Los    Angeles    to    all    west 
coast  ports  of  Mexico  and  Central  America. 
SS  Senator  SS  Admiral  Farragut 


OREGON— California  Service 

Regular  Sailings  (Passenger 'and  Freight) 

San  Francisco,  Eureka,  Coos  Bay,  Marshfield. 
Astoria,  Portland. 

SS    Curacao 

EAST  COAST— West  Coast  Service 

Regular  Sailings  (Freight  Only)  VU  Puurni  Canal 

Boston  and  Philadelphia  to  Los  Angeles,  San 
Francisco,  Portland,  Tacoma,  Seattle,  Victoria 
and  Vancouver.  8,800-ton  Vessels  of  the  North 
Atlantic  and  Western  SS  Company. 

• 

ROUND i THE  WORLD  SERVICE 

Regular  Sailing*  (Freight  Only) 

Agents  on  the  Pacific  Coast.  Philippine  Island*. 
Straits  Settlements,  China,  Japan  and  Siberia 
for  Barber  Steamship  Line  service.  New  York  to 
the  Orient  and  'round  the  world. 


New  York  City 

17    State    St. 
St. 


GENERAL     OFFICES 

Seattle,  Wash.                         Los   Angeles,   Cal.                             Shanghai  Tacoma,  Wash. 

L.  C.   Smith  Bldg.              322  Citizen's  Bank  Bldg.              53   Szechuen  Road  Perkins    Bldg. 

San     Francisco,     Cal.,     112     Market     Street                           Portland  Ore.,    101    Third 
H.  F.  Alexander,  President                                                                              A.  F.  Haines,  Vice-President  and  General  Manager. 

H.  C.  Cantelow                                                 E.    G.    McMicken  M.  J.  Wright 

Asst.    General    Mgr.                                       Passenger    Traffic    Mgr.  Freight  Traffic   Mgr. 

L.  L.  Bates,  Foreign  Freight  Agent,  Seattle. 

75    INDIVIDUAL   ADMIRAL    LINE    AGENCIES    In    the  United  States,  Alaska,  Hawaiian  Islands,  The  Straits  Set- 
tlements,   Philippine   Islands,    China,   Japan,    Siberia,    Mexico  and  the  Central  American. 
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unreasonable    to   the    extent    that. they   exceeded    65%c    and    82c. 

No.   122l5.reICorona  Coal  Co.,   Birmingham,  Ala.,  vs.   Texas  &  Pacific 
et  al  I    •:  H 

Unduly  prejudicial  rates  from  the  Warrior  coal  field  in  Alabama 
to  destinations  in  Louisiana  on  soft  coal  in  comparison  with  rates 
from  Brilliant,  Ala.,  and  West  Kentucky  coal  fields  to  the  same 
destinations.  Asks  for  non-prejudicial  rates. 

No.  12286.     Democrat  Printing  Co.   et  al.,   Tulsa,   Okla.,   vs.   Director 
General  Payne,  Ahnapee  &  Western  et  al. 

Unjust  and  unreasonable  rates  on  newsprint  paper  from  points 
in  Minnesota  and  Wisconsin  to  Tulsa  and  Sand  Springs,  Okla. 
Asks  for  reasonable  rates  and  reparation. 

No.    12287.     Gulf   City   Mfg.    Co.,    Mobile,    Ala.,    vs.    Director   General 
Payne,  as  agent. 

Against  a  rate  of  $6.50  per  ton  on  three  carloads  of  oyster  shells 
from  Apalachicola,  Fla.,  to  Mobile,  Ala.,  as  unjust  and  unreason- 
able to  extent  that  it  exceeded  $2.70  per  ton.  Asks  for  reparation. 

No.   12288.     Jiffy  Desert   Co.,   Waukesha,   Wis.,   vs.    Director   General 
Payne,  C.  &  N.  W.  et  al. 

Unjust  and  unreasonable  rates  on  sugar  from  Salt  Lake  City 
to  Waukesha  because  in  violation  of  fourth  section.  Asks  for 
reasonable  rates  and  reparation. 

No.  12289.     C.  N.  Dietz  Lumber  Co.  et  al.,  Omaha,  Neb.,  vs.  Director 
General  Payne,  Colorado  &  Southern  et  al. 

Unjust  and  unreasonable  rates  on  soft  coal  from  points  in  Colo- 
rado, Illinois,  Pennsylvania,  West  Virginia  and  Wyoming  to  des- 
tinations in  Iowa,  Wyoming  and  Nebraska.  Asks  reparation. 

No.    12290.      Midland    Linseed    Products    Co.,    Edgewater.    N.    J.,    vs. 
Director  General  Payne,  Erie  et  al. 

Unjust  and  unreasonable  combination  rates  on  oil  meal  from 
Edgewater,  N.  J.,  to  North  Hammond,  Ind.,  and  Chicago,  111.,  for 
Chicago  proper  and  for  reshipment.  Asks  for  reasonable  rates 
and  reparation. 

No.   12291.     Sharon  Coal  Co.   et  al.,  Peoria,   111.,  vs.   Director  General 
Payne,  Chicago  &  Alton  et  al. 

Unjust  and  unreasonable  rates  on  soft  coal  from  June  25  to 
October  5,  1918,  from  mines  in  Illinois  to  Peoria.  Asks  for 
reparation. 

No.  12292.    Carnie-Goudie  Mfg.  Co.,  Kansas  City,  vs.  Director  General 
Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  gas  masks  from  Norfolk,  Va., 
to  Kansas  City.  Asks  for  reparation. 

No.  12293.    W.  L.  Moody  Cotton  Co.,  Galveston,  Tex.,  vs.  Director  Gen- 
eral Payne,  I.  &  G.  N.  et  al. 

Unjust  and  unreasonable  rates  on  97  bales  of  uncompressed 
cotton  from  Womble,  Ark.,  and  527  bales  from  Gurdon,  Ark.,  to 
Galveston.  Asks  for  reparation. 

No.  12294.     Calivada  Fertilizer  Co.,  Los  Angeles,  vs.  Southern  Pacific 
et  al. 

Unjust  and  unreasonable  rates  on  animal  manures  and  other 
fertilizers  from  points  in  California  south  of  Mojave  and  Santa 
Barbara  to  Kodak,  Perth  and  Lovelock,  Nev.  Asks  for  reparation. 

No.   12295.     West  Virginia  Pulp  and  Paper  Co.,  Inc.,   New  York,  vs. 
Director  General  Payne,  as  agent. 

Against  a  rate  of  $3.30  per  net  ton  on  97  carloads  of  broken 
limestone  from  Thomasville,  Pa.,  to  Tyrone,  Pa.  Asks  for  repara- 
tion. 

No.  12296.     International  Paper  Co.,  New  York,  vs.  Director  General 
Payne,  as  agent. 

Unjust  and  unreasonable  demurrage  charges  on  shipments  of 
coal,  pulpwood  and  sulphite  pulp  delivered  to  track  of  complainant 
at  Wilder,  Vt.  Asks  for  reparation. 

No.  12297.    Iten  Biscuit  Co.,  Omaha,  vs.  Director  General  Payne,  Mo. 
Pac.  et  al. 

Unreasonable  rates  on  crackers  and  cookies  from  Omaha  to  St. 
Joseph,  Mo.,  and  Kansas  City,  Mo.,  and  Topeka,  Kan.  Asks  for 
reparation. 

No.  12298.     Omaha  Lumber  and  Coal  Co.  et  al.,  Omaha,  vs.   Director 
General  Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  anthracite  coal  from  points  of 
origin  in  Colorado  to  Omaha,  South  Omaha  and  Fremont,  Neb., 
and  Klron  and  Council  Bluffs,  la.  Asks  for  reasonable  rates  and 
reparation. 

No.   12299.     Swift  &  Co..   Chicago,   vs.   Director  General  Payne  and 
C.  B.  &  Q. 

Unjust  and  unreasonable  rates  on  four  carloads  of  iron  car 
wheels  from  South  Omaha  to  Kansas  City.  Asks  for  reparation. 

No.  12300.    Kansas,  Oklahoma  &  Gulf  Ry.  Co.  vs.  St.  Louis-San  Fran- 
cisco. 

Asks  for  certificate  of  public  necessity  and  convenience  to  per- 
mit complainant  to  continue  using  terminal  and  tracks  of  defend- 
ant at  Joplin,  Mo.,  or  in  alternative  that  a  certificate  be  issued 
authorizing  it  to  build  a  track  from  Baxter  Springs,  Kan.,  a  dis- 
tance of  about  six  and  one-half  miles,  to  a  connection  with  the 
M.  K.  &  T.  so  as  to  reach  its  terminals. 

No.    12301.     Albert   Lea   Packing   Co.    et   al..    Albert   Lea,    Minn.,   vs. 
Director  General  Payne. 

Against  a  rate  of  $1.34  per  100  Ibs.  on  fresh  meat  from  Albert 
Lea,  Minn.,  to  Oklahoma  City  as  unjust  and  unreasonable  because 
and  to  the  extent  it  exceeded  a  rate  of  $1.095.  Asks  for  repara- 
tion. 

No.  12302.    Armour  &  Co.  et  al.,  Chicago,  vs.  Chicago  Junction  Ry. 
Co.  et  al. 

Against  the  rates  on  green  bones  from  Ft.  Worth  and  other 
packing-house  centers  to  Camden,  N.  J.,  as  unjust  and  unreason- 
able. Asks  for  reasonable  rates  and  reparation. 

No.  12303.     Edwin  H.   Sayre   et  al.,   New  York,   vs.   Director  General 
Payne,  Central  of  N.  J.  et  al. 

Against   a   rate   of   26c   on   canned   tomatoes   from   Greenwich, 
N.  J.,  to  New  York  as  unjust  and  unreasonable.     Asks  reparation. 
No.  12304.    Indiana  Brick  Manufacturers'  Association  vs.  A,  T.  &  S.  F. 
et  al. 

Unjust  and  unreasonable  and  unjustly  discriminatory  rates  on 
brick  and  hollow  building  tile  from  the  Wabash  Valley  group  in 
Indiana   in    comparison    with    rates    from    the    Danville    group    in 
Illinois.    Asks  for  reasonable  and  non-discriminatory  rates. 
No.  12305.    Armour  &  Co.,  Chicago,  vs.  C.  B.  &  Q.  et  al. 

Against  rates  on  45  cars  of  sheep  pelts  and  green  salted  hides 
from  Denver  to  Chicago  as  unjust  and  unreasonable.  Asks  for 
reasonable  rates  and  reparation. 

No.  12306.    E.  W.  Fallini,  Arrowhead,  Nev.,  vs.  Southern  Pacific  et  al. 
Unjust   and   unreasonable   rates   on   animal   manure   from   Cali- 
fornia points  to  Arrowhead.    Asks  for  reasonable  rates. 
No.  12307.    Hydraulic-Pressed  Brick  Co.  et  al.,  St.  Louis,  vs.  Director 
General  Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  brick  from  Brazil  and  Cayuga 
Ind.,  Buffville,  Kan.,  to  Lincoln  and  Norfolk,  Neb.,  and  Sheridan 
Wyo.  Asks  for  reasonable  rates  and  reparation. 

NO.  1SI308.     Nebraska  Bridge  Supply  and  Lumber  Co.,  Omaha,  vs.  Di- 
rector General  Payne. 
Unjust  and,   unreasonable   rates   on   cedar  posts    from   Eureka 


Springs  and  other  points  in  Arkansas  to  destinations  in  Nebraska 
and  Kansas.    Asks  for  reasonable  rates. 

No.  12309.     Newton  Cotton  Oil  Co.,  Newton,  Miss.,  vs.  Director  Gen- 
eral Payne,  Alabama  &  Vicksburg  et  al. 

Alleges  illegal  imposition  of  demurrage  charges  on  carloads  of 
cottonseed  by  reason  of  disregard  of  embargo.  Asks  for  repara-, 
tion. 

No.  12031,  Sub.  No.  2.    Republic  of  France  vs.  Director  General  Payne, 
Lehigh  Valley  et  al. 

Unjust  an  dunreasonable  storage  rates  on  wire  at  New  York. 
Asks  reparation. 

No.  12310.     The  Buhler  Mill  and  Elevator  Co.,  Buhler,  Kan.,  vs.  Di- 
rector General  Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  flour  and  other  gram  products 
from  Buhler,  Kan.,  to  destinations  in  Missouri,  Florida,  Georgia,' 
South  Carolina,  Illinois,  Ohio,  Michigan  and  New  York.  Asks 
reparation. 

No.  12311.    Swift  &  Co.,  Chicago,  vs.  Director  General  Payne,  as  agent. 
Unjust  and  unreasonable  rates  on  fertilizer  from  Cleveland,  O., 
to  Minford,  O.,  Asks  reparation. 
No.  12312.    Armour  &  Co.  vs.  A.  T.  &  S.  F.,  Payne  et  al. 

Unjust   and  unreasonable   rates  and  weights  on  tin   cans   from 
Kansas  City  to  Ft.  Worth.     Asks  just  and  reasonable  rates  and 
reparation. 
No.  12313.    Swift  &  Co.  vs.  Director  General  Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  coal  screenings   from  points 
in  Illinois  to  Sioux  City,  la.     Asks  for  reparation  down  to  basis  of 
subsequently  established  rates. 
No.  12314.    Swift  &  Co.  vs.  Director  General  Payne,  as  agent. 

Unjust    and    unreasonable    rates    on    cottonseed    oil    from    East 
Point,  Ga.,  and  Lakewood  Station,  Ga.,  to  Atlanta,  Ga.     Asks  for 
reparation  down  to  basis  of  subsequently  established  rate. 
No.  12315.    J.  D.  Sugg  et  al.,  San  Angelo,  Tex.,  vs.  C.  R.  I.  &  P.  et  al. 
Unjust  and  unreasonable  rates  on  stock  cattle  from  Suggs  and 
San  Angelo,  Tex.,  to  Chickasha,  Okla.     Asks  for  reparation  down 
to  basis  of  subsequently  established  rate. 
No.  12316.    Swift  &  Co.  vs.  Director  General  Payne,  as  agent. 

Unjust  and  unreasonable  minimum  charge  of  75c  applied  to 
shipments  of  fresh  meat,  packing  house  products  and  other  com- 
modities shipped  from  East  St.  Louis,  111.,  in  peddler  cars  to 
points  in  Kentucky,  Tennessee,  Mississippi  and  Virginia.  Asks 
reparation. 

No.  12317.  Lackawanna  Steel  Co.,  Lackawanna,  N.  Y.,  vs.  Directoi 
General  Payne,  as  agent. 

Unjust,  unreasonable  and  unduly  prejudicial  intra-terminai 
switching  charges  at  the  Ellsworth  Collieries  Co.  at  Ellsworth, 
Pa.,  on  bituminous  coal.  Asks  reparation. 

No.  12318.  The  Grasselli  Chemical  Co.,  Cleveland,  O.,  vs.  N.  Y.  C., 
Payne  et  al. 

Unjust  and  unreasonable  rates  on  pyrites  ore  from  DeKall 
Junction,  N.  Y.,  to  Newcastle,  Pa.  Asks  for  just  and  reasonable 
joint  through  rate  and  reparation. 

No.  12319.  California  Sugar  and  White  Pine  Co.,  San  Francisco,  va\ 
Director  General  Payne,  as  agent. 

Unjust  and  unreasonable  charges  on  lumber  from  points  in  Cali- 
fornia to  destinations  in  the  province  of  Ontario,  Can.,  by  reasorj 
of  defendant's  discounting  claims  at  rate  of  exchange  betweei) 
United  States  and  Canada  at  the  time  charges  were  collected  a1 
destination.  Asks  for  reparation. 

No.  12320.     Republic  of  France  vs.  Director  General  Payne,  as  agent 
Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  steel  plates  and  steel  rails  from  Galveston,  Tex.,  t( 
New  Orleans,   La.     Asks  for  reparation  down  to  basis  of  subse-| 
quently  established  rate. 

No.  12321.  Gilpin,  Langdon  &  Co.,  Inc.,  Baltimore,  Md.,  vs.  Directo: 
General  Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  pyrethrum  flowers  or  insec 
powders  from  Seattle  and  Tacoma  to  Baltimore.  Asks  reparatioil 
down  to  basis  of  subsequently  established  rate. 

No.  12321,  Sub.  No.  1.  McCormick  &  Co.,  Inc.,  Baltimore,  Md.,  vs 
Director  General  Payne,  as  agent. 

Same  prayer  and  complaint. 

No.  12322.  Meridian  Fertilizer  Factory,  Inc.,  Shreveport,  La.,  vs 
Director  General  Payne,  as  agent. 

Unjust,  unreasonable,  unduly  prejudicial  and  preferential  rate 
on  fertilizer  from  Shreveport  to  Hand  and  Lockwood,  Mo.,  an< 
Hiattville,  Kan.  Asks  for  reparation. 

No.  12323.  Edgar  C.  Foster,  Peoria,  111.,  vs.  Chicago  &  Alton,  Payml 
et  al. 

Unjust  and  unreasonable  rates  on  straw  from  points  in  Illlinaii 
to  Peoria.  Asks  for  reparation. 

No.  12324.  Wofford  Oil  Co.,  Birmingham,  Ala.,  vs.  Houston  &  Brazol 
Valley,  Payne  et  al. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  gaso 
line  from  Bryanmound  and  Freeport,  Tex.,  to  Birmingham.  Ala 
Asks  for  reparation  down  to  basis  of  subsequently  establishei 
rate. 

No.  12325.  Wasatch  Coal  Co.  et  al.,  Salt  Lake  City,  Utah,  vs.  Directo 
General  Payne,  as  agent. 

Unjust,  unreasonable,   unjustly  discriminatory  and  unduly  pref 

erential  and  prejudicial  rates  on  run  of  mine  and  nut  bituminou 

coal  from  mines  in  Utah  to  Salt  Lake  City.    Asks  for  reparation.  • 

No.  12326.    The  Wichita  Board  of  Commerce  et  al.,  Wichita,  Kan.,  vsi 

Santa  Fe,  Payne  et  al. 

Unjust,  unreasonable,  unduly  preferential  rates  on  non-alcoholi] 
cereal  beverages  from  points  in  Minnesota,  Wisconsin,  Illinois  am 
Missouri,  taking  St.  Paul,  Chicago,  Peoria  or  St.  Louis  rates  am 
Denver,  Colo.,  to  Kansas  City,  Mo.,  and  Wichita,  Kan.  Asks  fo 
just  and  reasonable  rates  and  reparation. 

No.  12327.  A.  B.  Smith  and  A.  B.  Smith  Lumber  Company  vs.  C.  M 
&  G.  et  al. 

Unjust  and  unreasonable  milling  in  transit  rates  on  logs  a| 
stations  tin  its  lines  and  unjustly  discriminatory  compared  wit) 
reshipping  rates  from  the  shippers  located  on  southern  lines  o; 
the  Illinois  Central  proper.  Ask  for  a  just  and  reasonable  seal 
of  rates  to  apply  on  logs  from  stations  on  its  lines  to  Bondurant; 
Ky.,  when  for  manufacturing  and  reshipment  by  the  C.  M.  &  G 
or  the  Illinois  Central,  not  in  excess  of  the  rates  contemporaneous!; 
maintained  for  like  distances  on  the  Illinois  Central  and  repara, 
tior 

No.  12328.  Jeremey  Fuel  &  Grain  Company  et  al.,  Salt  Lake  Citjj 
Utah,  vs.  Director  General,  as  Agent. 

Against  a  rate  of  $1.25  per  net  ton  on  bituminous  coal  fror 
points  of  origin  in  Utah  to  Salt  Lake  City  as  unreasonable  rate  c 
$1.35.  Asks  for  reparation  of  $7,000. 

No.  12329.  Oliver  Iron  &  Mining  Company,  Arcturus,  Minn.,  vs.  Du 
luth,  Missabe  &  Northern  et  al.  Unjust  and  unreasonable  rate 
on  crude  iron  from  Arcturus  to  Bovey  during  the  period  fror 
June  25  to  October  8,  1918.  Asks  for  reparation  of  $95,394.26. 
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Start  Shipments  Right 

The  American  Railway  Express  Company,  in  its  Right  Way  campaign  now  in  progress, 
VmoS  UP^?  shlppers  ftt?1?1*0***11!*,0*  "starting  shipments  right."     From  December. 
19,  to  November,  1920,  loss  and  damage  claims  to  the  number  of  1,858,130  were  filed 
against  the  express  company. 


Class  I  railroads  paid  more  than  $106,000,000  in 
1 9 1 9  in  loss  and  damage  claims. 

Shippers  should  co-operate  in  the  elimination  of 


this  wastage  by  properly  preparing  packages  for 
shipment.  An  ideal  time  for  studying  better 
packing  methods  is  now,  when  shipping  depart- 
ments are  not  rushed  with  work. 


4-ONE  BOXES 


are  a  real  aid  to  better  packing,  and  represent 
an  important  element  in  the  prevention  of  such 
losses. 

Each  4-ONE  box  is  bound  with  steel  binding 
wires  stapled  to  the  sides,  top  and  bottom.  When 
properly  closed  the  ends  of  each  binding  wire 
are  securely  twisted  together  and  the  combined 
holding  power  of  every  wire  is  obtained. 

Use  either  of  the  closing  tools  shown  below.     A 


single  operation  makes  the  twist  and  automat- 
ically removes  the  rough  ends  of  the  binding 
wire.  Knock  the  twist  down  against  the  side  of 
the  box  as  illustrated  above. 

The  February  issue  of  4-ONE  TALKS  is  now 
ready.  It  contains  an  article  relating  to  the 
4-One  Laboratory,  which  should  be  of  interest 
to  all  carriers  and  shippers,  and  will  be  sent  on 
request. 


Use  Either  of  These  Closing  Tools 


Patent  Applied  For 


Patent  Applied  For 


Bauwens  Toggle  Twister  Bruce  Twister 

Either  tool  makes  uniformly  good  twists  with  smooth  ends.     No  other  tool  does  the  work  so  well. 


4-One  Box  Makers  Association 

Dept.  A,  Conway  Bldg.,  Chicago 
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Docket  of  the  Commission 


Note.      Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.    Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 
March  14 — Lincoln,  Neb. — Examiner  Gaddess: 

11720 — Western  Brick  and  Supply  Co.  of  Lincoln  vs.  Director  Gen- 
eral, C.  B.  &  G.  et  al. 

11727 — Western  Sand  and  Gravel  Co.  vs.  Director  General.  C.  B.  & 

Q.  et  al. 
March  14 — Indianapolis,  Ind.-^Examiner  Keene: 

12032— Link-Belt  Co.  et  al.  vs.  P.  C.  C.  &  St.  L.  et  al. 
March  14 — Philadelphia,  Pa. — Examiner  Kephart: 

12142— John  Buckland,  trading  as  National  Slag  Co.,  vs.  Director 
General. 

11188 — Sterling  Lumber  Co.  vs.  Pennsylvania  Western  Line*  et  al. 
March  14 — Seattle,  Wash.— Examiner  Disque: 

12075 — American  Wood  Pipe  Co.  vs.  Oregon-Washington  R.  R.  * 
Nav.  Co.  et  al. 

12097 — George  F.  Ambrose  vs.  Director  General. 

12135 — Joseph   Sussman,    doing   business   as   Tacoma   Junk   Co.,   va. 

Nor.  Pac. 
March  14 — Atlanta,  Ga.— Examiner  Woodrow: 

12095— Empire  Cotton  Oil  Co.  vs.  A.  C.  L.  et  al. 
March  14 — Helena,  Ark. — Examiner  Seal: 

12115 — Helena  Traffic  Bureau  et  al.  vs.  Mo.  Pac.  et  al. 
March  14 — Chicago,  111. — Examiner  Mackley: 

10927 — Silica  Sand  Producers'  Traffic  Assn.  of  Illinois  vs.  C.  B.  * 
Q.  et  al. 

11940— Great  Lakes  Dredge  and  Dock  Co.  vs.  Illinois  Central  et  al. 
March  14 — El  Paso,  Tex. — Examiner  Eddy: 

I.  and  S.  1291  and  first  supplemental  order — Transfer  of  33%  per  cent 

Group  J  points  to  Group  G  basis  to  north  Pacific  coast  points. 
March  15 — Seattle,  "Wash. — Examiner  Disque: 

11982 — A.  and  C.  Mill  Co.  et  al.  vs.  Director  General,  Aberdeen  & 
Rockfish  et  al. 

12074 — Mitsui  &  Co.  vs.  Great  Northern  et  al. 
March  15 — Chicago,  111. — Examiner  Mackley: 

10526 — Anaconda  Copper  Mining  Co.  et-al.  vs.  Ann  Arbor  et  al. 

10581 — American   Smelting   and   Refining   Co.    et  al.    vs.   Ann   Arbor 

et  al. 
March  15 — Birmingham,  Ala. — Examiner  Woodrow: 

12064 — Birmingham  Packing  Co.  vs.   Illinois  Central  et  al. 

12112 — Sloss  Sheffield  Steel  and  Iron  Co.  vs.  Director  General. 
March  16 — New  York,  N.  Y. — Examiner  Kephart: 

12096 — Botany  Worsted  Mills  et  al.  vs.  Boston  &  Albany  et  al. 

12072 — The  Barrett  Co.  vs.  Pennsylvania  et  al. 
March  16 — Parkersburg,  W.  Va. — .Examiner  Keene: 

12056 — The  Parkersburg  Rig  and  Reel  Co.  vs.  B.  &  O.  et  al. 

12103 — The  Parkersburg  Rig  and  Reel  Co.  vs.  Texas  &  Pac.  et  al. 

12126 — The  Parkersburg  Rig  and  Reel  Co.  vs.  B.  &  O.  et  aL 

12138 — The  Parkersburg  Rig  and  Reel  Co.  vs.  M.  K.  &  T.  et  al. 

March  16 — Nashville,  Tenn. — Examiner  Seal: 
12122— Traffic  Bureau  of  Nashville,  Tenn.,  vs.  Louisville  &  Nashville 

et  al. 
12102— Allfeed  Milling  Co.  et  al.  vs.  Louisville  &  Nashville  et  al. 

March  16 — Omaha,  Neb. — Examiner  Gaddess: 

12129 — Nebraska  Bridge  Supply  and  Lumber  Co.  vs.  Director  Gen- 
eral, as  agent. 

12101 — Western  Newspaper  Union  vs.  Adirondack  &  St.  Lawrence 
et  al. 

March  16 — Seattle,  Wash. — Examiner  Disque: 

12094 — Bloedel  Donovan  Lumber  Mills  et  al.  vs.  Ann  Arbor  et  at 
March  16 — Argument  at  Washington,  D.  C.: 

11497 — Owensboro  Chamber  of  Commerce  et  al.  vs.  Louisville,  Hen- 
derson &  St.  Louis  et  al. 

11590 — Detroit  Produce  Assn.  vs.  Director  General  and  Michigan 
Central. 

March  17 — Chicago,  111. — Examiner  Mackley: 
11981 — Lake  Superior  Paper  Co.,  Ltd.,  et  al.  vs.  Ahnapee  &  Western 

et  al. 

12108 — Western  Traffic  Assn.  vs.  C.  &  N.  W.  et  al. 
11950 — Minnesota  &  Ontario  Paper  Co.  et  al.  vs.  Northern  Pac.  et  al. 
March  17 — New  York,  N.  Y. — Examiner  Kephart: 
12104 — Midland  Linseed  Products  Co.  vs.  Erie  et  al. 
12099 — La  Prestre  Miller  Stock  Farms,  Inc.,  vs.  Erie. 
March  17 — Argument  at  Washington,  D.  C.: 
11004 — Cameron-Hogg  Lumber  Co.  et  al.  vs.  Portland  Ry.  Light  and 

Power  Co.  et  al. 

11314 — Builders'  Brick  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
11633 — Ridge  Coal  Mining  Co.  vs.  Mo.  Pac.  et  al. 

igan  Central. 

March  18 — Portland,   Ore. — Examiner  Disque: 

12023 — Ellison-White  Chautauqua  System  of  Portland,  Ore.,  vs.  Ari- 
zona Eastern  et  al. 

March  18 — New  York,  N.  Y. — Examiner  Kephart: 

12116 — The  American  Agricultural  Chemical  Co.  vs.  Director  General. 
12139 — The  American  Agricultural  Chemical  Co.  vs.  Director  General. 
March  18 — Argument  at  Washington,  D.  C. : 

11209 — Peerless  Portland  Cement  Co.  vs.  Director  General  and  Mlch- 
11216— Cobbs  &  Mitchell,  Inc.,  vs.  Director  General  and  Grand  Rap- 
ids &  Indiana. 

11425 — John  Kline  Brick  Co.  vs.  New  York  Central  et  al. 
March  18 — Chattanooga,  Tenn. — Examiner  Seal: 

12070 — Purity  Extract  and  Tonic  Co.  vs.  Alabama  &  Vicksburg  et  al. 
12133 — Monarch  Mills  vs.  Central  of  Ga.  and  Director  General. 
March  19 — San  Diego,  Cal. — Examiner  Eddy: 

12016 — San  Diego  &  Arizona  Ry.  Co.  vs.  A.  T.  &  S.  F.  Ry.  et  al. 
March  19 — Grafton,  W.  Va. — Examiner  Keene: 
12145— Fairmont  and  Cleveland  Coal  Co.  vs.  B.  &  O.  et  al. 
March  19 — Des  Moines,  la. — Examiner  Gaddess: 

12057 — Corn  Beit  Packing  Co.  et  al.  vs.  Ann  Arbor  et  al. 
March  19— Argument  at  Washington.  D.  C.: 

11542 — Parkersburg  Rig  and  Reel  Co.  vs.  A.  T.  &  S.  F.  «t  al. 
11887— Upjohn  Co.  vs.  Grand  Trunk  Western  et  al. 


11427 — Michigan  Builders'  Supply  Co.  vs.  Grand  Trunk  Ry.  of  Canada 
et  al. 

March  19 — Portland,  Ore. — Examiner  Disque: 
1.  and  S.  1288 — Regrouping  and  description  of  lumber  articles  from 
Pacific  coast  points. 

March   19 — Montgomery,  Ala. — Examiner  Woodrow: 
12058 — Alabama  Georgia  Syrup  Co.  vs.  A.  C.  L.  et  al. 

March   21 — Nashville,   Tenn. — Examiner  Seal: 

12132 — In  the  matter  of  intrastate  rates  and  charges  in  the  State 
of  Tennessee. 

March  21 — Argument  at  Washington.  D.  C.: 

11399 — Mitsui  &  Co.,  Ltd.,  et  al.  vs.  Great  Northern  et  al. 
11535 — Atlantic  Refining  Co.  vs.  New  York  Central  et  al. 
11585— Harper,  Marshall  &  Thompson  Co.,  Inc.,  vs.  Director  General. 
11592— W.  R.  Grace  &  Co.  vs.  Great  Northern  et  al. 
March  21 — Albany,  N.  Y. — Examiner  Kephart: 

11623 — In  the  matter  of  rates,  fares  and  charges  of  the  New  York 
Central  R.  R.  Co.  and  other  railroad  companies  in  the  state  of 
New  York.  (Reopened  for  further  hearing  as  to  Fonda,  Johnstown 
and  Gloversville  rates,  fares  and  charges.) 

March  21 — Chicago,  111. — Examiner  Mackley: 
12046— Armour  &  Co.  vs.  Wabash  et  al.   (for  further  hearing). 

March  21 — New  Orleans,  La. — Examiner  Woodrow: 
11892— United    States   War    Dept.,    Inland    Waterways.    Mississippi- 
Warrior  Service  vs.  Abilene  &  Southern  et  al. 
11893— United    States    War    Dept.,    Inland    Waterways,    MlsslssipDt- 

Warrior  Service  vs.  Abilene  &  Southern  et  al. 
March  21 — Los' Angeles,  Cal. — Examiner  Eddy: 

12079 — H.  P.  Jones  vs.  Director  General,  as  agent,  Sou.  Pac.  Co. 
March  21 — Chicago,  111. — Examiner  Quirk: 

*  11703 — In  the  matter  of  intrastate  rates  -within  the  State  of  Illinois. 
March  22 — Chicago,  III. — Examiner  Mackley: 

11947 — Armour  &  Co.  vs.  Central  of  Georgia  et  al. 

11947   (Sub.    No.    1)— Armour   &   Co.   vs.    Mo.   Pac.    et   al.    (both   Jon 

further  hearing). 
March  22 — Argument  at  Washington,  D.  C. : 

11619 — Acme  Cement  Plaster  Co.  vs.  St.  L.-S.  F.  and  Director  Gen- 
eral. 

11621 — Acme  Cement  Plaster  Co.  vs.  Pere  Marquette  et  al. 

11621    (Sub.   No.   1) — Acme  Cement  Plaster  Co.   vs.   Pere  MarquetU- 

11773— Philip  Carey  Mfg.  Co.  et  al.  vs.  Alabama  &  Vicksburg  et  al 
11528 — Abrasive  Co.  vs.  Grand  Trunk  of  Canada  and  Director  Gen- 
eral. 

March  23 — Argument  at  Washington,  D.  C. : 
I.  and  S.  1289 — Switching  between  industries  and  connecting  lines  at 

Mason  City,  la. 

11303 — Farris   Hardwood  Lumber  Co.    et   al.   vs.    Nashville,   Chatta- 
nooga &  St.  Louis  and  Director  General. 
11402 — Farris   Hardwood   Lumber   Co.    et   al.   vs.   Tennessee   Central 

et  al. 
March  23 — Chicago,  111. — Examiner  Mackley: 

I.    and   S.   1298 — Fresh  meats   and   dressed   poultry   from   Ohio   river 

crossings  to  southeastern  points. 
March   23 — Detroit. — Examiner   Gaddess: 
11980 — Michigan  Railroad  Co.  vs.  Pere  Marquette  et  al.   (for  further 

hearing). 

March  24 — Argument  at  Washington,  D.  C. : 
Valuation    Docket  26 — In   re   San  Pedro,    Los  Angeles   &  Salt  Lak« 

R.  R.  Co. 
March  24 — Knoxville,  Tenn. — Examiner  Seal: 

*  I.  and  S.  1307 — Coal  from  Cumberland  R.  R.  to  Florida  points. 
March  24 — Topeka,  Kan. — Examiner  Disque: 

*  11916 — In   the   matter  of  Kansas   rates,   fares   and   charges    (supple- 

mental hearing). 

March  25— San  Francisco,   Cal. — Examiner  Eddy: 

12091— California  Western  R.  R.  &  Nav.  Co.  vs.  A.  T.  &  S.  F.  et  aL 

12093 — In  the  matter  of  intrastate  express  rates  within  the  state  of 

California. 

March  25 — New  Orleans,  La. — Examiner  Woodrow: 

10599— Procter  &  Gamble  Co.  vs.  Cincinnati,  New  Orleans  &  Texas- 
Pacific  et  al. 

10600 — Procter  &  Gamble  Co.  vs.  Cincinnati,  New  Orleans  &  Tei 
Pacific  et  al. 

10405— Southport  Mill.  Ltd.,  vs.  C.  &  N.  W.  et  al. 

10405  (Sub.  No.  1)— Terminal  Oil  Mill  Co.  vs.  C.  &  N.  W.  et  al. 

10405  (Sub.  No.  2)— Terminal  Oil  Mill  Co.  vs.  Director  General  an* 
Missouri  Pacific. 

10407— Southport  Mill,  Ltd.,  vs.  Yazoo  &  Miss.  Valley  and  Director 
General. 

10408— Southport  Mill,  Ltd.,  vs.  Illinois  Central  et  al. 

10409 — Southport  Mill,  Ltd.,  vs.  New  Orleans.  Texas  &  Mexico  et  aL 

10410 — Terminal  Oil  Mill  Co.  vs.  New  Orleans.  Texas  &  Mexico  et  I 

10464 — Southport  Mill,  Ltd.,  vs.  Chicago  &  Alton  et  al. 

10519— Southport  Mill,  Ltd.,  vs.  Chicago,  Peoria  &  St.  Louis  et  al. 

10557— Southport  Mill,  Ltd.,  vs.  Erie  et  al. 

10558— Southport  Mill,  Ltd.,  vs.  Illinois  Central  et  al. 

10564 — Southport  Mill,  Ltd.,  vs.  New  Orleans,  Texas  &  Mexico  et  I 

11974 — Southport  Mill,  Ltd.,  vs.  Baltimore  &  Ohio  et  al. 

March  26— Argument  at  Washington,  D.  C.: 

11971 — In  the  matter  of  rates,  fares  and  charges  applicable  between 

points  in  the  state  of  Arizona. 
March  26 — Washington,  D.  C. — Examiner  Kephart: 

*  I.    and    S.    1305 — Green    salted   hides   to    southeastern    and    Carolina 
territories. 

March  28 — Toledo.  O. — Examiner  Gaddess: 

\.  and  S.  1300 — Absorption  of  switching  charges  at  Toledo,  O. 
March  28 — Argument  at  Washington.  D.  C.: 

11396 — Mason  Valley  Mines  Co.  vs.  Western  Pacific  et  al. 

11396  (Sub.  No.  1)— G.  H.  Goodhue  et  al.  vs.  Western  Pacific  et  aL 
March  28 — Chicago,  111. — F,xaminer  Mackley: 

*  I.  and  S.  1306 — Rough  and  sawed  stone  from  Bedford,  Ind. 
March  30— Salt  Lake  City,  Utah— Examiner  Eddy: 

I.  and  S.  1299 — Pig  iron  from  southeastern  points  to  Utah. 
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Tariff  Information 


Blakely  Printing  Co. 

41!  So  .Market  St. 

Chicago  Railway  Printing  Co. 

720  So.  Dearborn  St. 

Excelsior  Printing  Co. 

732  Federal  St. 

The  Faithorn  Company 

500  Sherman  St. 

Faulkner-Ryan  Company 

712  Federal  St. 

Gunthorp-Warren  Printing  Co. 

132  So.  Clark  St. 

Hedstrom-Barry  Co. 

618  Sherman  St. 

Hillison  &  Etten  Co. 

638  Federal  St. 

F.  J.  Riley  Printing  Co. 

501  So.  La  Salle  St. 

Henry  O.  Shepard  Co. 

632  Sherman  St. 


HE  additional  Tariff 
facilities  that  you  will 
need  at  the  last  mo- 
ment are  in  Chicago. 

The  plants  below  have 
^capacity  of  40,000!3Tifll 
pages  per  month* 

Get  in  touch  with  one 
or  more  of  them  now 
so  that  you  are  estab- 

I  *     t_        J 

II  S  II  C  d       3S       3 

t  •  1 

bUyGT       1T1        tllC 

.  f  .  -  .  - 

tariff  market  in  the 
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April  1 — Argument  at  Washington,  D.  C.: 

*  I.  and  S.  1266 — Smelter  products  from  Nevada  and  Utah. 

*  I.  and  S.  1293 — Handling  charges  at  Louisiana  ports. 
April  2 — Argument  at  Washington,  D.  C.: 

•I.  and  S.  1280 — Rail  and  water  rates  from  Atlantic  seaboard  territory 
to  Texas  points. 

*  I.  and  S.  1287 — Iron  poles,  pipes  and  connections  between  Mississippi 

River  crossings  and  Iowa  points. 

April  5— Memphis,  Tenn. — Examiner  Gaddess: 

I.  and  S.  1303  (first  and  second  supplemental  orders) — Rates  to,  from 
and  between  points  south  of  the  Ohio  River,  including  the  Missis- 
sippi Valley. 

April  6 — Argument  at  Washington.  D.  C. : 

*  10614 — Grand  Rapids  Plaster  Co.  vs.  Ann  Arbor  et  al. 
April  7 — Argument  at  Washington,  D.  C. : 

*  11756 — Bangor  &  Aroostook  et  al.  vs.  Aberdeen  &  Rockflsh  et  al. 

*  10387 — Empire  Steel  and  Iron  Co.  vs.  C.  R.  R.  of  N.  J.  et  al. 
April  8 — Argument  at  Washington,  D.  C.: 

*  12092 — In  the  matter  of  rates,  fares  and  charges  of  the  Steubenville, 

East  Liverpool  &  Beaver  Valley  Traction  Co.  within  the  states  of 
Ohio  and  Pennsylvania. 
April  9 — Argument  at  Washington,  D.  C. : 

*  11110— The  Atlas  Portland   Cement  Co.   vs.   Central  Vermont  et  al. 

*  11110   (Sub.   No.   1) — The  Atlas  Portland  Cement  Co.   vs.   Boston   & 

Albany  et  al. 

*  11110   (Sub.   No.  2)— The  Atlas  Portland  Cement  Co.  vs.   Bangor  & 

Aroostook  et  al. 

*  11110  (Sub.  No..  3) — The  Atlas  Portland  Cement  Co.  vs.  Maine  Cent- 

ral et  al. 

*  11110  (Sub.  No.  4)— The  Atlas  Portland  Cement  Co.  vs.  Rutland  R.  R. 

et  al. 

*  11110  (Sub.  No.  5) — The  Atlas  Portland  Cement  Co.  vs.  N.  Y.  N.  H. 

&  H.  et  al. 

*  11110  (Sub.  No.  6)— The  Atlas  Portland  Cement  Co.  vs.  B.  &  M.  et  al. 

*  11110  (Sub.  No.  7)— The  Atlas  Portland  Cement  Co.  vs.  N.  Y.  C.  et  al. 

*  11110  (Sub.  No.  8) — The  Atlas  Portland  Cement  Co.  vs.  C.  N.  E.  et  al. 
April  13 — Argument  at  Washington,  D.  C.: 

*  11554 — Foster  Lumber  Co.  vs.  Director  General. 

*  11792— Swift  &  Co.  vs.  C.  B.  &  Q.  et  al. 

*  11469 — A.  M.  Todd  Co.  vs.  Ann  Arbor  et  al. 

*  I.   and  S.  1296 — Interchangeable  acceptance  of   60-trip  commutation 

tickets. 
April  14 — Argument  at  Washington,  D.  C.: 

*  11187— Henry  W.  Peabody  &  Co.  vs.  C.  M.  &  St.  P.  Ry.  et  al. 

*  11268 — Ringwood  Company  vs.  Erie  R.  R.  et  al. 


*  11359— Wharton  Steel  Co.  vs.  Pa.  R.  R.  et  al. 

*  11360— Mount  Hope  Mineral  R.  R.  Co.  vs.  C.  R.  R.  of  N.  J.  et  al. 
April  16 — Argument  at  Washington,  D.  C. : 

*  11490— Chicago  Sand  and  Gravel  Producers  et  al.  vs.  A.  T.  &  S.  F. 

et  al. 

*  11455 — Manufacturers'  Assn.  of  York,  Pa.,  vs.  Pa.  R.  R.  et  ai. 


M.,   ST.    P.   &   S.   STE.    MARIE    EQUIPMENT 

Authority  to  assume  obligations  imposed  by  a  conditional 
sale  equipment  trust  agreement  covering  equipment  estimated 
to  cost  not  more  than  $3,402,411  is  asked  by  the  Minneapolis, 
St.  Paul  &  Sault  Ste.  Marie  Railway  Company  in  an  application 
filed  with  the  Commission.  Under  the  agreement  $902,411  will 
be  paid  in  cash  and  $2,500,000  will  be  payable  in  ten  equal  an- 
nual installments  of  $250,000  each  on  March  1  in  each  year  from 
1926  to  1935,  inclusive.  The  deferred  payments  will  be  evidenced 
by  6%  per  cent  notes  of  $1,000  each.  The  notes  will  be  disposed 
of  at  a  price  that  will  yield  97%  per  cent  of  the  $2,500,000,  and 
the  difference  between  the  sum  realized  from  the  notes  and  their 
face  value  will  be  paid  in  cash  by  the  carrier.  The  equipment  to 
be  acquired  consists  of  500  box  cars,  400  stock  cars,  250  refrig- 
erator cars  and  3  dining  cars. 

LOAN  TO  A.  &  V.   RY. 

The  Commission  has  approved  a  loan  of  $1,564,000  to  Ala- 
bama &  Vicksburg  Railway  Company,  to  enable  it  in  meeting  its 
maturing  indebtedness,  aggregating  $1,936,900,  and  In  providing 
itself  with  additional  locomotives  at  a  total  estimated  cost  of 
$340,000.  The  carrier  itself  is  required  to  finance  about  $715,000 
to  meet  the  loan  of  the  government. 


LOAN    FOR   C.    R.    I,  &   P. 

The  Chicago,  Rock  Island  &  Pacific  has  filed  an  application 
with  the  Commission  for  a  loan  of  $1,905,000  from  the  revolv- 
ing fund  for  five  years  to  redeem  that  amount  of  first  mortgage 

5  per  cent  bonds  of  its  subsidiary,  the  Cedar  Rapids,  Iowa  Falls 

6  Northwestern,  which  mature  on  October  1. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 


Official  transcripts  of  the  testimony  taken  in  proceedings 
of  the  Commission  (see  Docket  of  the  Commission  in  each 
issue  of  The  Traffic  World)  throughout  the  country  except 
Washington  can  be  had  only  from  The  State  Law  Reporting 


Company,  official   reporters   to   the   Commission,   Woolworth 
Building,  New  York  City. 

The  charge,  as  fixed  by  the  Commission,  is  12%  cents  per 
page  for  each  copy  furnished. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING    BEFORE    THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate   and    Foreign    Commerce 

Specialist  A  Counsellor 

B*t6  Analysis — Claims 

Transportation  971  SPITZER  BLDG. 

Trackage  Arrangements — Demurrage     TOLEDO,  OHIO 

General  Matters  Relating  to  State, 

Interstate  and  Foreign  Commerce 


OKOROE  N.  BBOWH      GECKOS  L.  BOYU 

BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  Adjustment* 

and  Practice  before  the  Interstate 

Commerce  Commliaion. 

Southern  BuildlnJ,  Washington.  D.  C. 

Telephone  Main  Z70* 


GEO.    T.    BELL 

COMMERCE  COUNSEL 

1919-1921,  Executive  Vice-President,  North- 
em  West  Virginia  Coal  Operators'  Associa- 
tion; 1914-1919,  Attorney-Examiner,  Inter- 
State  Commerce  Commission;  1909-1919, 
Commerce  Counsel  for  various  commercial 
organizations  and  shippers  of  Missouri  River 
cities. 
MUNSEY  BUILDING,  WASHINGTON,  D.  C. 


Harvey  B.  M.  Wilds  Leo  Wing 

WILDS  AND  WING 

ATTORNEYS  AND  COUNSELORS 

Seven  years'  experience  in  all  branches 
of  transportation 

Penobscot  Bldg.  DETROIT,   MICH. 

Phone  Cherry  638 


CHARLES  H.  LAMPEN 
Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


Hickoz  Bldg., 


CLEVELAND,  O. 


CHAS.  E.  COTTERILL 
COMMERCE  COUNSEL 

Suit*     1120    Hurt    Building 

ATLANTA,  GA. 
ARTHUR  B.  HAYES 

ATTORNEY  AT  LAW 

Colorado  Building,  Washington,  D.   C. 

Former   Mimber  of  the   Department  of  Jurtlee  as 
solicitor  of   Internal    Revenue 

Interstate    Commerce    Litigation    a 
Specialty 

CLYDE  N.  THOMPSON 

INDUSTRIAL  TRAFFIC   MANAGER 

All     Traffic     and     Transportation     matters. 

Traffic  Service  Rendered  on  monthly 

basis.   Correspondence  solicited. 

McGLONE,    Monroe    County,    West    Virginia 


KARL  KNOX  GARTNER 

(For  a  number  of  yean  Attorney  and  »^""'"»»  Intiiltlll 
Commerce  Commission,  and  prior  thereto  TTirr"!  In  ttu 
practice  of  law  at  Louisville.  Ey.) 

Special  attention  to  matter*  before  the  Interstate 
Commerce  Commission,  Income  Tax  Unit,  Federal 
Trade  Commission,  United  State*  Shipping  Board, 
Federal  Courts. 

701-706  WOODWARD  BLDO.,  WASHINGTON 


Wilbur  LaRoe,  Jr. 

Commerce  Counsel 
Southern  Building        Washington,   D.  C. 


EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty   Central    Trust    Building, 

St.  Louis,  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claims. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone,  Main  3840 


CHICAGO 

418-436  S.  MARKET  STREET 
Telephone,   Harrison  8808 


MID- WEST  Box  COMPANY 


Look  for 

the  MI 

Trade  Mark          if 


Use 

ST     Triple  Tape 
Corners 


Corrugated 
Fibre-Board 
Products 

Solid  Fibre 

Containers 

MID-WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 


GENERAL  OFFICES: 
1337  Con  way  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Kokomo,  Ind. 

We  operate  our  own  boxboard  and  strawboard  mills 
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ENERAL 


Maintenance  Records 

Tell  the  Story 

The  real  value  of  a  car  is  not  its  contract  price.  It  is  measured  by  the 
mileage  attained  and  the  time  and  money  spent  in  the  repair  shop. 

"GA"  cars  have  the  rugged  strength,  durability  and  reliability  that 
appeal  to  purchasing  agents  and  engineers  of  great  railroads  and  cor- 
porations maintaining  their  own  cars. 

Above  is  a  U.  S.  Railroad  Administration  standard,  composite,  drop- 
bottom  gondola,  with  extra  heavy  construction  throughout,  built  for  the 
Standard  Oil  Company  of  Indiana,  to  operate  on  the  Chicago  &  Alton 
Lines. 

The  Company  builds  all  types  of  cars — flat,  box,  gondola,  stock,  hopper 
and  specialty  cars  for  industrial  and  inter-plant  use. 

Consultation  with  the  Company's  engineering  staff  entails  no  obliga- 
tion. This  service  is  free  to  car  buyers  and  car  users  everywhere.  Write 
the  address  below. 

GA 

Subsidiary  of  the  General  American  Tank  Car  Corporation 

General  Offices:   Harris  Trust  Building,  Chicago,  U.  S.  A. 

Planti  at:  Eatt  Cbicaco.  Ind.;  Sand  Springs,  Okla.;  Warren,  Ohio 

Sales  Officei :  17  Battery  Place,  N.Y.;  24  California  St.,  San  Franci.co 

Cable  Addren  :  "Gentankar,  Chicago" 

All  Code. 
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They  stand  the  racket 

Good  Wood  Boxes  ask  no  favors  from  man  or  weather. 

In  storage  or  in  transit,  they  stand  up  under  rough  treatment  and  exposure. 

They  can  be  piled  to  the  roof  without  cave-in  or  damage  to  contents. 

In  switching  freight  cars,  loosely  loaded  with  steel  rods,  farm  implements 

and  the  usual  assortment  of  mixed  freight,  the  sturdy  sides  of  a  wood  box  ward  off  many  a 
crushing  blow.  Hooks  or  falls  may  mar  the  surface  but  cannot  injure  the  well-packed  goods 
within.  If  damaged,  Wood  Boxes  may  be  easily  repaired.  Grease  and  oils  on  the  car  floor 
do  not  soak  through.  . 

Whether  you  ship  canned  goods  or  dry  goods,  machinery  or  musical 

instruments,  butter  or  bottles,  for  maximum  protection  pack  your  product  in  Good  Wood  Boxes 
and  earn  the  good  will  of  your  trade. 

Wood  Boxes 

Backed  by  the  National  Association  of  Box  Manufacturers 

GENERAL  OFFICES 

1553  CONWAY  BUILDING,  CHICAGO 

New  England:  New  York:  Eastern:  Southeastern: 

1013  SCOLLAY  BLDG..      17  WEST  46th  STREET       433  CALVERT  BLDG..     110  WALTON  BLDG. 
Boston,  Mass.  New  York.  N.  Y.  Baltimore.  Md.  Atlanta.  Ga. 


Send  for  our  illustrated 
Manual  on  Wooden  Box 
and  Crate  Construction— 
practical— complete — 
authoritative. 

200  pa&es—$3.50 
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LUCKENBACH  LINES 

Express  Freight  Service 

U.  S.  Mail  Steamers  Twin  Screw  American  Steamers 


New  York  Hamburg 

New  York  Rotterdam  Amsterdam 


Philadelphia  Rotterdam  Amsterdam 

Philadc  ^ort  °^  ^"os  Angeles      San  Francisco 

GENERAL  OFFICES:  44  Whitehall  Street,  New  York 

CHICAGO,  Marquette  Building  MINNEAPOLIS,  Metropolitan  Life  Building 

T.  J.  McGEOY  C.  H.  DRINKWATER 

General  Western  Freight  Agent  Northwestern  Freight  Agent 
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TRAFFIC  LEAGUE  AND  LABOR  PROBLEM 

The  National  Industrial  Traffic  League  is  to  be 
congratulated  on  the  firm  step  it  has  taken  in  asking 
leave  to  intervene  in  the  case  before  the  Railroad  Labor 
Board,  and  it  is  to  be  hoped  that  the  board  will  not  be 
as  narrow  as  it  seems  likely  to  be  and  refuse  to  allow 
the  League  to  present  evidence.  The  public  has — or  is 
supposed  to  have — representatives  on  the  board.  Why, 
then,  should  not  the  public  be  heard?  The  public  inter- 
est is  recognized  in  the  plan  by  which  the  board  is  con- 
stituted. Certainly  if  that  part  of  the  public  that  di- 
rectly pays,  through  freight  charges,  the  wages  that  the 
employes  get,  is  not  to  have  audience,  when  it  seeks  it, 
a  grave  injustice  will  be  done. 

The  League's  petition  is  admirably  and  reasonably 
drawn.  Perhaps  the  mere  filing  of  it  would  be  sufficient, 
if  it  could  receive  wide  publicity,  without  the  introduc- 
tion of  evidence  by  its  counsel.  But  if  it  wishes  to  offer 
testimony  it  should  be  allowed  to  do  so.  It  is  a  good 
sign  when  shippers,  as  such,  begin  to  interest  them- 
selves in  matters  that  are  not  confined  to  mere  freight 
rates  and  shipping  regulations.  They  have  a  vital  inter- 
est in  the  wider  subjects  affecting  transportation. 


FUTILE   ACTION    BY   SHIPPERS 

The  conference  of  shippers  and  others  held  in 
Chicago  last  Monday  to  consider  the  transportation 
situation  was,  in  our  opinion,  with  all  due  respect  to 
those  who  called  the  conference  and  who  took  part  in 
its  deliberations,  a  failure.  The  conference  was  obsessed 
with  the  idea  that  the  rate-making  section  of  the  trans- 
portation act  is  responsible  for  the  high  rates  that  vex 
the  shippers.  It  was  called  for  the  purpose  of  consider- 
ing and  determining  what  policy  should  be  adopted  to 
relieve  the  present  situation,  yet  its  efforts  were  con- 
fined principally  to  recommending-  that  section  ISA  be 
repealed.  To  be  sure,  there  were  other  resolutions 


adopted  of  more  or  less  value  and  bearing  in  greater  or 
lesser  degree  on  the  transportation  problem,  but  the 
main  point  stressed  in  the  deliberations  of  the  confer- 
ence and  in  the  resolutions  was  the  repeal  of  the  section 
under  which  the  Commission  was  instructed  to  make 
rates  so  as  to  produce  a  net  revenue  to  the  carriers,  by 
groups,  of  six  per  cent  on  the  value  of  their  properties, 
and  under  which  the  Commission  fixed  the  present  rates 
in  its  decision  in  Ex  Parte  No.  74. 

We  are  not  defending  that  section.  We  opposed  it 
when  it  was  under  consideration  in  Congress  and  we 
think  no  better  of  it  now  than  we  did  then,  though  we 
have  thought  it  the  part  of  wisdom  to  withhold  criti- 
cism on  this  score  now  that  the  provision  has  been  in- 
cluded in  the  law  and  while  the  law  is  being  tried  as  a 
remedy  for  railroad  troubles.  But,  admitting  all  that 
can  be  said  about  the  socialistic,  communistic,  paternal- 
istic nature  of  this  provision  of  the  law,  how  in  the 
world  can  it  be  held  to  be  the  cause  of  the  situation  that 
now  confronts  us?  That  condition,  from  the  point  of 
view  of  those  who  held  this  conference,  is  one  of  op- 
pressively high  rates.  If  the  carriers  were  getting  rich 
out  of  these  rates  or  were  even  earning  somewhere  near 
the  six  per  cent  intended,  there  might  be  some  reason 
for  a  protest  against  the  law  which  caused  them.  But 
what  are  the  facts?  The  carriers,  as  a  whole,  are  earn- 
ing somewhat  more  than  one  per  cent.  Of  course,  no 
one  contends  that  this  is  too  much  or  even  that  the 
railroads  can  continue  to  be  operated  as  private  prop- 
erties if  this  condition  is  not  improved.  How,  then, 
would  repeal  of  the  law  mend  the  matter?  If  the  Com- 
mission had  found  the  valuation  of  the  roads  to  be  only 
half  of  what  it  has  found  it  to  be,  or  if  the  law  had 
required  that  rates  be  fixed  so  as  to  produce  only  three 
per  cent  or  two  per  cent  net  revenue  (assuming  that 
business  was  in  the  condition  it  now  is  in),  rates — if 
the  Commission  had  done  its  work  with  mathematical 
correctness — would  still  be  as  high  as  they  now  are. 
For  that  matter,  they  would  have  to  be  even  higher 
than  they  are  to  enable  the  carriers  to  live,  if  their 
living  is  to  depend  on  the  level  of  rates. 

And  that  is  just  the  point  on  which  the  situation 
hangs  and  which  the  conference  overlooked.  The  cure 
for  the  trouble  is  not  in  a  lowering  of  rates  (except  as 
reductions  in  some  instances  are  justified  and  would  be 
helpful)  but  in  a  reduction  of  expenses.  Most  students 
of  the  railroad  problem  realize  that  the  first  and  most 
important  thing  to  be  done  is  to  get  railroad  costs  down 
and  that  the  principal  item  of  these  costs  to  be  reduced 
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i-   the  cost  of  labor.     The-  railroads  an-  moving   inward 
this  end  in  orderly  manner  through  the  Railroad  Labor 

id,  and  they  arc  pleading  with  that  hoard  to  permit 
tin-  abrogation  of  the  so-called  national  wage  agree- 
ments that  are  causing  such  waste  of  money.  The  ship- 
pers' conference  did  touch  on  this  matter,  hut  its  resolu- 
tions on  the  subject  lack  "punch"  and  really  mean  noth- 
ing. They  consist  of  a  lot  of  words  that  may  be  inter- 
preted according  as  those  to  whom  they  are  addressed 
may  care  to  interpret  them.  What  was  needed  was  a 
call  for  action..  This  reform  ought  to  have  received  the 
first  attention  of  the  conference.  Instead  of  that,  it  was 
considered  as  a  matter  of  minor  importance  and,  even 
ai  that,  was  not  handled  in  an  effective  or  intelligent 
way.  The  resolutions  on  this  subject  suffer  sadly  by 
comparison  with  the  petition  of  the  National  Industrial 
Traffic  League,  which  is  seeking  to  intervene  in  the  case 

ire  the  Labor  Board  and  which  tackles  the  matter 
forcefully  and  decisively.  One  might  have  expected  that 
the  shippers  conference,  made  up,  as  it  was,  of  what 
might  be  called  the  more  radical  element  of  shippers, 
would  at  least  have  had  something  to  say  in  endorse- 
ment of  the  plan  of  Senator  Cummins  to  investigate  the 
expenditures  of  the  carriers  on  the  theory  that  they  are 
not  conducting  their  business  as  economically  as  pos- 
sible, perhaps  in  other  matters  than  in  the  wages  of 
labor.  But  not  even  this  engaged  their  attention.  As 
we  say,  the  matter  of  operating  costs  did  not  seem  to 
impress  them,  though,  in  our  opinion,  it  is  the  outstand- 
ing reason  for  the  failure  of  the  roads  to  operate  at  a 
profit. 

Suppose  Section  ISA  were  repealed — in  what  better 
case  would  the  railroads  be?  One  could  not  press  for  a 
reduction  in  the  general  level  of  rates  when  the  carriers 
were  earning  only  slightly  more  than  one  per  cent. 
There  would,  of  course,  be  opportunity  to  ask  for  re- 
ductions where  rates  were  so  oppressive  as  to  stifle  or 
hamper  business,  but  that  opportunity  exists  now. 
There  is  no  justification  for  demanding  lower  rates  now 
except  where  it  can  be  shown  that  business  is  inter- 
fered with  by  the  high  rates,  either  by  causing  dis- 
crimination or  by  making  costs  so  high  that  business 
cannot  be  done.  Wherever  that  can  be  shown,  the 
shippers  should  proceed  to  show  it,  first  to  the  carriers, 
if  they  will  listen;  if  they  are  so  regardless  of  their  own 
interests,  or  so  stupid,  or  so  ignorant  of  what  they  ought 
to  do,  where  high  rates  mean  less  business  instead  of 
more  revenue,  as  not  to  listen  or  to  take  the  initiative 
in  lowering  rates,  then  the  matter  should  be  taken  to  the 
Commission.  After  this  course  has  been  followed,  if  no 
results  are  obtained,  it  will  be  time  enough  to  talk 
about  other  methods.  But,  of  course,  results  would  be 
obtained.  Merely  to  state  the  case  is  to  say  that  there 
would  be  results,  for  the  Commission  has  not  put  rates 
at  their  present  level  merely  as  a  pastime,  but  in  order 
to  give  the  carriers  a  living  revenue.  Certainly  it  would 
not  object  to  a  plan  to  cut  rates  if  the  cut  meant  more 
revenue  for  the  carriers.  We  fear  that  shippers  who 
do  not  take  this  course  either  do  not  reason  well  or 
are  afraid  their  argument  will  not  stand  up.  We  believe 
there  are  cases  where  rates  should  be  reduced  because 
they  are  oppressive  and  where  reductions  would  stimu- 


late business  and  the  revenues  of  the  carrier.-,  but  we 
believe  they  arc  fewer  than  some  shippers  would  have 
us  believe  or  than  they  really  believe  themselves.  As 
we  have  said  before,  many  times,  the  tendency  of  higher 
rates  is  to  curtail  business,  just  as  any  other  factor  in 
high  prices  has  a  tendency  that  way,  but  the  high  level 
of  freight  rates  is  just  one  of  many  factors  and  is  not 
at  all  controlling.  There  may  be  some  exceptions  to 
this,  of  course. 

What  the  conference  of  shippers  should  have  done 
and  what  any  similar  meeting  in  the  future  should  do, 
is  to  move,  first,  for  a  reduction  in  costs  of  railroad 
operation  through  abrogation  of  wasteful  and  ridiculous 
labor  agreements  that  make  for  wastefulness,  and  for 
any  other  proper  reductions  in  the  expense  of  railroad 
operation;  second,  they  should  move,  through  the  car- 
riers if  possible,  and,  if  not,  through  the  Commission, 
for  reductions  in  rates  where  such  reductions  are  proper. 
By  "proper"  we  mean  where  the  present  rates  actually 
interfere  with  business,  and  not  merely  where  somebody 
would  like  to  have  a  lower  rate  just  because  it  would  be 
lower.  Nothing  is  to  be  gained  by  railing  at  the  carriers 
and  the  rates.  Practical  good  sense  and  knowledge  of 
conditions  are  what  are  needed. 

We  do  not  mean  to  say  that,  in  considering  the 
transportation  problem,  one  should  not  advocate  repeal 
or  amendment  of  the  rate-making  section,  if  he  does  not 
approve  the  theory  and  purpose  of  that  section,  though 
we  do  feel  that  attack  on  this  or  any  other  section  of 
the  law  at  this  time  merely  serves  to  complicate  matters 
and  further  to  confuse  the  minds  of  persons  who  are 
considering  the  subject  of  transportation.  The  trouble 
is  not  with  the  law — whether  it  be  good  or  bad — at  this 
time.  The  trouble  is  caused  by  economic  conditions 
that  are  affecting  all  business  adversely — the  railroad 
business  included — and  by  labor  agreements  that  cause 
waste  of  money  and  unjustifiable  operating  expense.  It 
is  possible  that  there  are  other  extravagances  in  railroad 
operation  that  can  be  removed  also,  and  to  that  end 
Senator  Cummins  proposes  an  inquiry.  We  do  not  see 
what  else  can  be  done  at  this  time  except  to  wait  and 
hope  for  a  return  of  business  prosperity.  When  we  get 
renewed  prosperity  so  that  the  railroads  have  tonnage 
to  move  and  when  the  folly  is  squeezed  out  of  railroad 
expenses,  doubtless  there  will  be  opportunity  for  rate 
reductions.  Certainly  there  will  be  no  opportunity  for 
them — except  in  special  situations — until  these  things 
come  to  pass.  We  certainly  ought  to  sec  the  folly,  or 
at  least  the  uselessness,  of  spending  our  energy  against 
a  law  that  has  nothing  to  do  with  the  present  crisis — 
tilting  at  windmills — when  there  is  real  work  we 
could  do. 

The  part  of  the  shippers'  conference  resolutions  di- 
rected toward  a  restoration  of  the  jurisdiction  of  the 
state  commissions  over  intrastate  rates,  as  interfered 
with  or  impaired  by  the  transportation  law  and  the 
action  of  the  Interstate  Commerce  Commission  under  it, 
i«  another  case  in  point.  One  may  think  as  he  pleases 
about  the  wisdom  of  the  law  in  this  respect,  its  consti- 
tutionality, or  the  propriety  of  the  Commission's  action 
under  it,  but  the  part  of  a  public  spirited  citizen — official 
or  otherwise — in  our  opinion  is  to  make  this  law  work 
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and  not  interfere  with  it — especially  when  such  inter- 
ference would  impair  directly  the  revenue  of  the  carriers 
sought  to  be  provided  by  it — because  of  some  academic 
theory  of  state  rights.  The  state  commissions  and  state 
officers  who  have  preferred  such  theories  to  the  prac- 
ticalities in  a  critical  situation,  it  seems  to  us,  are  lack- 
ing either  in  patriotism  or  in  good  understanding.  What 
does  it  matter  if,  in  this  crisis,  some  state  does  what  it 
may  not  feel  anyone  has  or  ought  to  have  the  legal 
power  to  compel  it  to  do,  when  the  general  situation 
demands  co-operation  on  its  part?  It  could  make  its 
fight  for  its  "rights"  later.  It  could  waive  them  tem- 
porarily without  forfeiting  anything  important,  in  the 
interest  of  the  general  good.  Why  should  a  meeting  of 
shippers,  gathered  to  solve  the  problem  of  the  present 
transportation  emergency,  concern  itself  with  the  ques- 
tion of  states  rights? 


FLOOD  OF  COMPLAINTS  FILED 

The  Traffic  World  Washington  Bureau 

So  long  as  the  Railroad  Administration  continues  as  organ- 
ized and  operated  by  John  Barton  Payne,  no  reparation  order  of 
the  Interstate  Commerce  Commission  will  be  obeyed  unless  the 
lawyers  of  that  branch  of  the  government  service  think  it  a  just 
one.  A  mere  finding  of  unreasonableness,  unless  backed  by  a 
showing  that  the  one  obtaining  it  did  not  pass  on  the  railroad 
charges,  will  not  be  sufficient  to  obtain  an  order  on  the  Treasury 
of  the  United  States  for  the  dollars  the  Commission  may  certify 
to  be  due.  If  a  shipper  wants  his  money  he  must  sue  in  the 
courts. 

Checks  for  the  amounts  due  In  the  Southport  Mill  cases  and 
their  like  will  not  be  issued  by  the  Director-General,  John  Barton 
Payne-  as  a  matter  of  form,  has  submitted  his  resignation  as  Direc- 
tor General.  President  Harding,  at  the  time  this  was  written,  had 
not  designated  his  successor.  Inasmuch  as  the  Director-General 
is  a  mere  agent  for  acceptance  of  service  of  summons  in  court, 
of  complaints  filed  with  the  Commission,  of  claims  by  railroads 
against  the  government,  and  orders  from  the  courts  and  Commis- 
sion, the  work  of  defending  the  suits  or  complaints  must  be  done, 
not  directly  by  the  agent,  but  by  a  staff  of  men  who  know  the  de- 
tails of  the  subject.  Mr.  Payne,  personally,  was  not  regarded, 
after  the  resignation  of  Director-General  Hines,  as  the  man  who 
actually  did  the  work.  All  the  work  in  which  shippers  are  In- 
terested has  been  done  by  John  F.  Finerty,  assistant  general 
counsel,  and  his  staff,  and  by  Cyrus  B.  Stafford  and  his  assistants. 

Messrs.  Finerty  and  Stafford  are  the  men  who  make  the 
policy  of  the  Railroad  Administration  so  far  as  reparation  is  con- 
cerned, with  Finerty  as  the  last  word  in  case  of  dispute  on  law 
between  Stafford  and  himself.  Appeal  can  be  taken  to  Chief 
Counsel  Davis  or  to  the  agent,  who  as  the  successor  to  the 
Director-General,  but  without  a  tenth  of  his  power,  because  the 
railroads  have  been  returned  to  their  owners,  has  been  called 
Director-General  of  railroads.  Appeals,  however,  have  been  few. 
There  has  been  none,  so  far  as  public  records  show. 

The  routine  of  the  matter,  however,  is  of  minor  significance. 
The  policy  is  that  of  the  Railroad  Administration. 

No  statement  as  to  what  the  Railroad  Administration  thinks 
on  the  subject  of  reparation  has  ever  been  made  except  in  the 
form  of  briefs  and  arguments  before  the  Commission  in  the 
Gosline,  White  Plume  Lumber,  Southport  Mills  and  probably 
other  cases.  In  them  Mr.  Finerty  has  been  definite.  He  has  in- 
sisted that,  notwithstanding  the  Darnell-Taenzer  decision  by  the 
Supreme  Court,  the  government  ought  not  to  and  will  not  make 
reparation  unless  there  is  a  definite  showing  that  the  recipient 
of  such  a  finding  of  unreasonableness  and  order  of  reparation 
suffered  damage  by  reason  of  the  rate  imposed  on  him  by  the 
order  of  the  President — otherwise  the  Railroad  Administration. 

The  position  of  the  Railroad  Administration  is  that  the 
Supreme  Court,  in  the  Darnell-Taenzer  case,  did  not  hold  that 
reparation  must  be  made  on  account  of  what  has  come  to  be 
known  as  a  "relatively  unreasonable  rate"  as  distinguished  from 
a  rate  unreasonable  per  se.  In  the  Darnell-Taenzer  case,  as 
stated  by  the  Railroad  Administration  for  its  purpose,  the  rail- 
roads increased  the  rate  on  hardwood  lumber  of  logs  from  75  to 
85  cents  per  100  pounds.  The  Commission  held  that  the  in- 
crease had  not  been  justified,  but  the  railroads  declined  to  re- 
turn the  money.  The  court  decided  that  they  must,  and  every 
unqualified  holding  of  unreasonableness  since  then  has  been  ac- 
companied by  an  order  of  reparation,  so  that  the  line  in  such 
cases  is  distinct. 

However,  the  Railroad  Administration  is  insisting  that  the 
facts  in  the  Southport  Mill  and  similar  cases  are  so  different 


from  those  in  the  Darnell-Taenzer  case  that  it  must  decline  the 
return  of  money  taken  from  shippers  of  vegetable  oils,  other 
than  cottonseed  oil,  because  the  rates  on  cottonseed  oil  were 
and  still  are  so  low  as  to  be  not  a  standard  of  reasonableness 
for  rates  on  other  vegetable  oils.  It  insists  that  the  question  of 
reasonableness  of  rates  on  cottonseed  oil  cannot  and  has  not 
been  tested  in  the  Southport  Mill  cases.  It  is  able  to  point  to 
the  fact  that  those  cases  have  been  re-opened  and  will  soon  be 
argued  again,  as  justification  for  its  stand.  The  Gosline  case, 
in  which  the  Commission  seemed  to  hold  that  the  question  was 
as  to  what  had  been  decreed  by  General  Order  No.  28,  has  been 
swept  aside  by  a  number  of  other  decisions,  notably  the  ones  in 
which,  as  in  the  White  Plume  pine  case,  the  Commission  has 
laid  it  down  that  the  question  in  all  cases  is  not  what  General 
Order  No.  28  or  some  freight  rate  authority  directed  to  be  done, 
but  what  is  or  would  have  been  the  reasonable  rate  to  apply  or 
to  have  been  applied. 

This  question  as  to  the  attitude  of  the  Railroad  Administra- 
tion is  made  of  unusual  interest  just  now  by  reason  of  the  great 
number  of  formal  complaints  that  are  being  made  public  by  the 
Commission. 

The  unusual  volume  is  due  to  the  fact  that  the  transporta- 
tion law  said  that  complaints  asking  for  reparation  by  reason  of 
unreasonable  or  otherwise  unlawful  rates,  fares,  charges,  etc.,  in 
effect  during  federal  control,  should  be  filed  not  more  than  one 
year  after  the  end  of  federal  control.  Inasmuch  as  that  control 
ended  with  the  last  day  of  February,  1920,  the  complaints  had 
to  be  in  hand  before  the  end  of  February  of  this  year. 

That  provision  of  the  transportation  act,  section  206  (c), 
reduced  the  time  in  which  an  aggrieved  shipper  might  file  a  com- 
plaint on  account  of  an  unreasonable  or  otherwise  unlawful 
rate  from  the  two  year  period  of  the  interstate  commerce  act, 
just  one  half. 

In  the  early  part  of  February  it  became  noised  about  that 
Mr.  Finerty  had  overruled  an  opinion,  expressed  by  Cyrus  B. 
Stafford  in  a  letter;  that  straight  overcharge  claims  did  not  come 
within  the  meaning  of  that  section  206  (c).  Finerty  held  that 
the  words  "or  otherwise  in  violation  of  the  interstate' commerce 
act"  brought  the  straight  overcharge  claims  under  the  section 
mentioned,  because  overcharge  claims  are  based  on  the  allega- 
tion that  the  carrier  imposed  a  greater  charge  than  specified  for 
the  service  in  a  tariff  filed  in  obedience  to  section  6  of  the  inter- 
state commerce  law. 

The  Finerty  holding  was  in  direct  contradiction  of  the 
opinion  expressed  by  Luther  M.  Walter,  attorney  for  the  National 
Industrial  Traffic  League.  When  those  opinions  came  into  col- 
lision, the  shipper  was  like  the  man  in  jail  whose  lawyer  told 
him  that  the  authorities  could  not  put  him  in  jail  for  what 
he  had  done.  The  man  in  jail  said  that  might  be  so,  but  the  fact 
was  that  they  had  put  him  into  jail.  When  Finerty  did  that, 
shippers  who  had  been  preparing  their  claims  for  reparation  on 
account  of  unreasonable  rates  or  charges,  in  a  comparatively 
leisurely  manner,  were  confronted  with  the  necessity  of  prepar- 
ing their  claims  for  overcharges  in  the  same  way  they  were  pre- 
paring what  are  usually  referred  to  as  formal  complaints. 

The  net  result  of  the  shortening  of  the  period  by  the  trans- 
portation law  and  the  Finerty  holding  was  to  force  shippers,  in 
the  latter  half  of  February,  to  hire  extra  help  to  take  care  of 
overcharge  claims,  and  rush  work  on  formal  complaint. 

Instead  of  the  formal  docket  cases  coming  along  in  a  quiet, 
orderly  manner,  as  usual,  the  stream  of  them  became  a  mere 
trickle  until  the  last  possible  moment,  because  overcharge 
claims  were  being  made  up.  Then  it  came  forward  with  a  rush, 
about  1,000  formal  complaints  being  sent  to  the  Commission  the 
last  three  or  four  days  of  February. 

It  was  physically  impossible  for  the  clerks  of  the  Commis- 
sion to  do  more  than  put  numbers  on  the  complaints.  That  thou- 
sand complaints  are  now  being  put  through  the  process  of  filing 
at  the  rate  of  about  twenty  a  day. 

Every  one  of  the  complaints  about  rates  in  effect  under 
federal  control  contains  a  demand  for  reparation,  else  it  would 
be  of  no  use.  The  Commission  can  deal  with  rates  during  fed- 
eral control  only  for  the  purpose  of  awarding  reparation.  Rates 
for  the  future  must  be  dealt  with  under  the  revised  and  re- 
named act  to  regulate  commerce  which  is  now  the  interstate 
commerce  law. 


C.  N.  W.  BONDS 

The  Commission  has  authorized  the  Chicago  &  North  West- 
ern to  issue  and  hold  in  its  treasury  $1,440,000  of  general  mort- 
gage bonds  of  1987  and  $416,000  of  first  and  refunding  mortgage 
gold  bonds.  Of  the  $1,440,000  of  bonds,  $1,000,000  will  be  issued 
to  reimburse  the  company's  treasury  for  expenditures  made  in  1920 
for  additions  and  betterments  to  property  and  equipment,  and  the 
remaining  $440,000  will  be  used  for  the  retirement  of  that 
amount  of  Wisconsin  Northern  Railway  Company  bonds.  The 
issue  of  $416,000  of  bonds  will  be  for  reimbursement  of  the  com- 
pany's treasury  for  expenditures  made  in  the  retirement  of  that 
amount  of  Mankato  and  New  Ulm  Railway  Company's  first  mort- 
gage bonds. 
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Mr.  Hoover's  Integration  Ideas. — Every  time  the  people  of 
country  change  their  servants  from  one  political  complexion 
to  another,  there  Is  much  talking  when  the  new  retinue  comes 
In.  Eight  years  ago  there  was  much  talk  about  "forward-look- 
ins."  Now  it  Is  about  "normalcy,"  economy  and  efficiency.  The 
whole  governmental  machine  is  to  be  gone  over,  first,  to  see  why 
i  was  created,  and,  second,  to  see  whether  it  is  producing  the 
things  for  which  it  was  designed.  Herbert  Hoover,  as  an  engi- 
neer, is  particularly  Interested  in  that  inquest  as  to  the  why 
and  the  what.  Among  those  who  have  been  here  long  enough 
to  remember  things  anterior  to  the  long  reign  of  the  Republicans 
i  here  is  fear  that  Hoover  will  be  misunderstood.  Newspaper  men 
do  not  always  put  in  all  the  qualifying  phrases.  Some  of  them 
have  left  out  the  most  important  qualification  made  by  Hoover — 
namely,  that  after  the  inquest  as  to  the  why  and  the  what  of  de- 
partments. Congress  must  decide  what  shall  be  done.  Unless 
Hoover  and  his  friends  take  pains  to  have  senators  and  repre- 
sentatives understand  that  all  he  has  been  saying  is  subject  to 
that  qualification,  congressmen  are  likely  to  begin  asking  about 
the  meat  on  which  Hoover  feeds  that  he  thinks  he  has  grown  so 
groat.  The  law-makers  are  sometimes  hyper-sensitive,  especially 
when  they  think  a  President  or  a  cabinet  officer  is  setting  him- 
self up  as  the  beginning  and  end  of  all  good.  Hoover  has  not 
done  that,  but  the  point  some  old-timers  make  in  their  talk  about 
him  is  that  probably  congressmen  do  not  know  that  fact.  It  will 
be  too  late  to  impress  that  on  the  law-makers  if  they  get  the 
idea  they  had  about  some  of  Wilson's  appointees,  that  they  be- 
lieved themselves  designated  to  hand  things  down  to  the  law-mak- 
One  of  the  things  Hoover  has  been  talking  about  is  an  in- 
ation  of  land  and  water  lines.  That  reminds  one  of  C.  E. 
Spens,  who  was  Hoover's  transportation  adviser  in  the  days  of 
th(>  Food  Administration.  Spens,  as  assistant  to  Edward  Cham- 
bers and  adviser  to  Hoover,  did  what  he  did  so  that  the  man  in 
Iowa  who  started  stuff  for  some  point  in  the  list  of  barrier  states 
with  unpronouncable  names,  between  Germany  and  Russia,  could 
go  to  bed  knowing  that  his  bill  of  lading  was  something  more 
than  a  mere  scrap  of  paper.  Whether  that  was  Spens's  "bug" 
or  whether  it  belonged  in  Hoover's  collection  is  not  known. 
However,  nearly  every  man  who  has  ever  had  anything  to  do 
with  transportation  believes  it  to  be  a  beneficent  one.  It  would 
be  regarded  as  fine  by  those  interested  if  Hoover,  or  Spens,  or 
any  other  man  could  and  would  show  Congress  how  the  arrange- 
ment already  started  could  be  brought  nearer  completion. 

Handicaps  for  a  Spens  Bill  of  Lading. — As  to  the  idea  of  a 
bill  of  lading  covering  a  shipment  from  origin  to  destination,  the 
political  outcome  of  the  war,  it  is  believed,  will  not  hasten  the 
day  for  it.  The  war  may  have  made  the  world  safe  for  democ- 

.  but  men  who  know  something  about  the  handicaps  national 
boundary  lines  place  on  commerce  feel  reasonably  certain  that, 
in  a  commercial  sense,  the  war  was  not  helpful.  In  a  commer- 
cial sense  there  are  too  many  nations  and  near  nations  in  Eu- 
rope. The  one  great  argument  the  merchant  can  bring  against 
nationalism,  it  is  believed,  is  that  it  creates  too  many  artificial 
restraints  on  trade.  But  the  growth  of  nationalism,  resulting  in 
the  creation  of  France  and  the  kingdom  of  Great  Britain  cen- 
turies ago  and  the  belated  unification  of  Italy,  Germany  and  Rus- 

was  a  help  to  the  merchant.  Unification  of  the  independent 
American  states,  six  years  after  they  had  wrested  a  treaty  from 
the  mother  country,  resulted  in  the  spread  of  a  nationalistic 
feeling  over  a  larger  area  of  the  earth's  surface  than  ever  before 
known.  For  trading  purposes,  under  the  transportation  act  of 
1920,  the  area  in  which  commerce  is  carried  on  with  hardly  a 
perceptible  handicap  of  any  kind,  is  made  almost  as  great  as  the 
area  of  continental  Europe.  In  Europe,  however,  there  are  so 
many  "nations"  now  that  there  is  no  hope  of  a  middle-aged  per- 
son ever  learning  the  names  of  them  all.  The  school  children 
of  the  next  generation  may  be  able  to  recall  them  from  Aber- 
jazain,  through  Latvia,  Georgia,  San  Marino,  Luxemburg,  down 
to  the  Kingdom  of  the  Croats,  Slovenes  and  Slovaks,  if  that  is  the 
name  of  that  new  Slavic  power.  When  Hoover  and  Spens  come 
to  making  up  a  bill  of  lading  that  will  be  good  for  a  haul  of  500 
miles  in  Europe,  it  is  suggested  all  the  Nobel  prizes  for  a  dozen 
years  might  be  awarded  to  them  without  violence  to  the  wishes 
of  the  founder. 


ferred  the  power  of  life  and  death  over  the  capital  used  In  Dome 
of  the  railroad  construction  begun  before  the  enactment  of  that 
law.  That  may  be  more  of  a  question  of  politics  (not  partisan 
politics)  than  of  law.  There  are  railroads  which,  according  to 
the  talk  that  goes  on  among  men  whey  they  think  of  the  diffi- 
culties that  now  confront  railroads,  should  never  have  been  be- 
gun. In  the  course  of  time  one  such  railroad  may  fall  Into  the 
hands  of  a  Harrlman  who  will  have  Ideas  as  to  how  the  property 
can  be  converted  into  something  that  will  show  that  the  orig- 
inators were  not  such  numbskulls  as  they  have  been  thought. 
The  man  may  not  be  able  to  convince  the  Commission  that  he 
should  be  allowed  to  put  his  plans  into  execution.  The  commis- 
sioners may  deny  him  the  opportunity  to  make  a  bid  for  finan- 
cial support,  by  the  simple  act  of  denying  his  application  for 
authority  to  issue  stocks  or  bonds  or  to  build.  If  be  has  been 
able  to  obtain  the  money  in  some  other  way.  The  Commission 
has  vetoed  a  number  of  local  enterprises.  Veto  on  the  plans  of 
a  man  who  might  be  an  unrecognized  Harriman,  It  Is  suggested, 
will  make  the  last  state  of  the  road  that  "never  should  have 
been  started"  worse  than  the  first.  Denial  of  the  application  will 
be  official  notice  that  the  whole  enterprise  is  considered  as  not 
worthy  of  any  further  expenditures  on  It.  A  thing  that  cannot 
grow  usually  has  a  speedy  death.  Perhaps  that  is  the  way  Con- 
gress intended  the  new  law  should  operate — as  a  sort  of  a  chloro- 
forming machine  for  the  elemination  of  the  unfit  railroads. 


Car-loading  Increase  a  Hopeful  Sign. — The  increase  in  car- 
loading  for  the  week  ending  March  5,  while  it  may  be  merely 
the  swallow  that  does  not  make  a  summer,  is  secretly  regarded 
by  some  of  the  men  who  watch  carloading  figures  closer  than 
a  doctor  watches  the  pulse  of  a  patient,  as  warranting  a  Te 
Deum.  But  there  is  little  open  talk  about  the  increase  as 
definitely  indicating  a  turn  for  the  better,  lest  it  be  only  a 
spasm  of  improvement.  Several  weeks  ago  there  was  an  in- 
crease in  the  loading  of  merchandise  and  miscellaneous  freight 
in  New  England.  That  was  looked  on  as  akin  to  the  coming 
of  the  first  blue  bird,  a  sure  sign  that  the  winter  was  over; 
No  open  rejoicing  was  done  by  the  watchers  because  sometimes 
blue  birds  have  been  known  to  have  their  toes  frozen  by  the 
kind  of  thing  that  occasionally  makes  inauguration  day  in  Wash- 
ington miserable.  But  with  the  increase  in  the  loading  of  mer- 
chandise, miscellaneous  freight  and  grain  the  week  of  March 
5,  even  the  conservative  are  inclined  to  rejoice  openly  and  be 
glad.  When  the  coal  loading  begins  showing  signs  of  revival, 
then  it  will  be  more  certain  that  the  depression  has  been  passed 
and  the  era  of  car  shortage  will  be  near  at  hand  again.  The 
country,  it  is  generally  believed,  cannot  hope  to  avoid  car  short- 
age for  several  years  to  come  unless  there  is  a  better  readjust- 
ment between  operating  revenue  and  operating  expense.  That 
is  believed  to  be  obvious,  even  to  the  "economists"  and  "eco- 
nomic advisers"  of  the  labor  leaders  who  tell  their  followers 
that  every  suggestion  of  a  revision  of  wage  scales  and  agree- 
ments about  working  conditions  means  that  those  who  make 
them  are  trying  to  disrupt  labor  organizations. 


Construction  and  Abandonment  Powers  of  the  Commission. — 
It  is  axiomatic  that  the  power  to  tax  is  the  power  to  destroy,  if 
the  taxing  power  exercise  is  kept  within  the  limits  of  uniformity 
and  is  not  arbitrary.  Some  of  the  really  forward-looking  men 
have  asked  and  are  still  asking  whether  the  Commission's  power 
over  the  issuance  of  securities  and  the  construction  or  abandon- 
ment of  lines  of  railroad  will  not  cause  the  question  to  be  raised 
whether,  under  the  guise  of  regulation,  Congress  has  not  con- 


Loading  and  Unloading  Live  Stock. — After  years  of  loose 
talk,  not  always  among  irresponsible  men,  either,  the  Commis- 
sion, in  its  arrangements  for  the  hearing  on  the  question  of 
charges  for  loading  and  unloading  live  stock,  made  acknowl- 
edgment that  that  is  a  complicated  subject  by  assigning  three 
examiners  to  hear  the  tetsimony,  the  taking  of  which  was  begun 
March  18.  The  three  examiners  represent  Chairman  Clark  and 
Commissioners  McChord  and  Daniels,  the  three  commissioners 
composing  the  division  to  which  the  knotty  problem  has  been 
referred.  The  transportation  law  makes  it  the  duty  of  common 
carriers  to  load  and  unload  live  stock.  That  addition  to  the 
law  was  made  after  the  Commission  had  made  various  attempts 
to  settle  different  phases  of  the  subject.  Agitators,  who  had 
great  countenance  with  the  powers  during  the  administrations 
following  the  death  of  President  McKinley,  always  treated  the 
packer  railroad  and  the  stock  yard  companies  as  devices  whereby 
the  big  packers  gathered  rebates  from  the  railroads.  The  Com- 
mission, by  the  process  of  reasoning  that  led  to  the  first  tap 
line  decision,  has  been  inclined  to  take  that  view  of  the  matter, 
though  it  has  never  gone  to  the  length  of  condemning  the 
ownership  of  railroads  and  stock  yards  by  the  packers.  It  has 
known,  from  testimony  under  oath,  that  the  packers  were  forced 
to  provide  yards  and  refrigerator  cars  simply  because  the  car- 
riers would  not  or  could  not.  It  could  not,  therefore,  accept 
wholly  the  conclusion  of  the  agitators  who  gained  public  esteem 
through  the  creation  of  an  impression  that,  by  fighting  the  big 
packers,  they  were  doing  something  to  reduce  the  cost  of  meat 
and  other  animal  products.  Under  the  transportation  law,  the 
carriers  are  required  to  load  and  unload.  Not  one  of  them  has 
facilities  for  performing  that  duty  at  a  big  packing  center.  The 
Commission  has  held  that  the  fifteenth  section  does  not  author- 
ize it  to  say  what  allowance  shall  be  made  to  a  shipper  who 
furnishes  a  facility,  such  as  a  place  for  unloading  live  stock. 
It  merely  may  prescribe  the  maximum  so  as  to  prevent  rebates. 
It  has  held  some  of  the  packer  railroad  and  stock  yard  com- 
panies to  be  common  carriers.  It  has  the  right  to  say  what 
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are  reasonable  rates,  but  if  a  railroad  and  stock  yard  company 
is  a  common  carrier,  the  query  arises  whether  the  Commission 
can  require  it  to  perform  a  service  for  less  than  cost  plus  a 
reasonable  profit.  Even  when  it  has  said  what  would  be  a 
reasonable  rate  and  profit,  the  question  remains  as  to  how  it 
can  go  to  keep  rival  packing  centers  on  the  same  level,  so 
far  as  rates  for  actual  transportation  and  unloading  are  con- 
cerned, when  it  is  obvious  that  rates  no  more  than  reasonable 
at  one  center  may  be  less  than  reasonable  at  another,  and 
yield  so  large  a  profit  at  another  point  that  the  result  may  be 
akin  to  a  rebate  because  it  is  so  large.  A.  E.  H. 


Warfield  proposal,  which  has  not  been  made  public,  and  that, 
in  a  general  way,  it  provided  for  the  purchase  of  materials  and 
supplies  for  the  railroads  on  a  pooling  basis. 

Senator   Cummins  conferred  recently  with   President  Hard- 
ing, but  he  said  he  did  not  discuss  the  railroad  situation. 


LOWER  RATES  ON  TEXAS  CATTLE 

The  Traffic  World  Washington  Bureau 

At  a  conference  in  Chairman  Clark's  office  between  the  chief 
traffic  officials  of  carriers  in  Western  Classification  territory  and 
representatives  of  live  stock  interests,  the  railroad  men,  March 
17,  agreed  that,  as  a  relief  measure,  they  would  restore  the  rates 
on  cattle  from  Texas  to  Nebraska,  Kansas,  Wyoming,  Montana 
and  Colorado  to  the  basis  existing  on  August  25,  1920,  so  that 
stockers  and  feeders  may  be  moved  from  the  ranges  to  northern 
feeding  lots.  The  rates  will  be  in  effect  from  April  1  to  July  15. 
This  restoration,  it  is  hoped,  will  revive  the  depressed  cattle 
business  of  the  southwest. 


REDUCED  LUMBER  RATES 

The  Traffic  World  Washington  Bureau 

Transcontinental  railroads  have  been  authorized  on  five 
days'  notice  to  equalize  rates  on  lumber  from  the  Pacific  North- 
west through  Omaha  and  the  lower  crossings  of  the  Missouri 
River,  with  the  rates  through  St.  Paul.  The  reduction  will  be 
published  as  soon  as  the  carriers  can  prepare  their  tariffs.  The 
effect  will  be  to  give  shippers  who  must  use  the  Omaha  or  other 
gateways  farther  south  a  rate  of  66.5  cents  to  the  crossings,  in- 
stead of  73.5  cents.  That  reduction  of  rates  to  the  crosstngs 
will  put  lumber  originating,  for  instance,  on  the  Union  Pacific 
or  its  connections  into  Chicago  at  a  rate  of  73  instead  of  80 
cents. 

The  reductions  were  agreed  on  so  as  to  satisfy  the  com- 
plaints of  shippers  compelled  to  use  the  lower  crossings,  and  of 
carriers  that  could  participate  in  the  movement  only  when  mills 
on  their  rails  were  able  by  reason  of  satisfactory  conditions  of 
the  markets  to  absorb  the  difference  in  rates  via  the  different 
gateways.  The  Union  Pacific  and  its  connections  were  the  lead- 
ers in  behalf  of  the  equalization. 


THE  CUMMINS  INVESTIGATION 

The  Traffic  World  Washington  Bureau 

"I  am  not  in  favor  of  government  ownership  or  operation," 
said  Senator  Cummins,  chairman  of  the  Senate  committee  on 
interstate  commerce,  March  15,  referring  to  reports  in  the  press 
characterizing  him  as  an  advocate  of  government  ownership 
and  as  believing  that  sentiment  in  favor  of  public  operation  of 
the  railroads  is  on  the  increase.  "We  are  suffering  today  from 
the  effects  of  government  operation.  I  hope  that  public  senti- 
ment is  not  in  favor  of  government  operation." 

Alfred  P.  Thorn,  general  counsel  for  the  Association  of  Rail- 
way Executives,  and  T.  DeWitt  Cuyler,  chairman  of  the  asso- 
ciation, have  conferred  with  Senator  Cummins  relative  to  the 
investigation  of  the  railroad  situation  as  will  be  proposed  in 
a  resolution  which  will  be  submitted  to  the  Senate  by  him  at  the 
extraordinary  session  of  Congress  beginning  April  11.  They 
asked  that  they  have  sufficient  time  to  prepare  their  statements 
for  the  inquiry. 

"There  is  nothing  before  me  in  the  nature  of  charges  or 
accusations  against  the  railroads,"  said  Senator  Cummins.  "Many 
have  suggested  that  the  railroads  have  not  been  efficiently  man- 
aged. The  inquiry  which  I  propose  will  be  for  the  purpose  of 
revealing  what  has  happened  in  the  last  year  in  the  operation 
of  the  railroads." 

Mr.  Thorn  and  Mr.  Cuyler  spoke  of  economies  they  hoped  to 
effect,  the  senator  said.  They  estimated,  he  said,  that,  due  to 
reductions  in  -the  prices  of  materials  and  supplies,  including 
coal,  a  reduction  in  operating  expenses  of  30  per  cent  might  be 
accomplished,  aside  from  reductions  in  wages.  In  round  figures, 
a  reduction  of  30  per  cent  in  operating  expenses  would  be  about 
$300,000,000  a  year,  Senator  Cummins  said. 

"It  is  very  easy  to  see  why  the  railroads  have  not  made 
anything  in  the  last  year,"  said  he,  pointing  to  figures  obtained 
from  the  Commission  showing  an  increase  from  $778,340,219 
in  1919,  to  $1,033,548,881  in  1920  for  maintenance  of  way  and 
structures;  an  increase  from  $1,232,960,000  in  1919,  to  $1,584,405,- 
000  in  1920  for  maintaining  equipment,  and  an  'increase  from 
$2,192,000,000  in  1919  to  $2,907,000,000  in  1920,  in  wages  for  the 
operating  forces  of  the  railroads. 

S.  Davies  Warfield,  the  senator  said,  will  submit  to  the  com- 
mittee at  the  investigation  an  "ambitious  program"  for  effect- 
ing economies  in  the  operation  of  the  railroads  and  for  unifica- 
tion of  terminals  and  facilities.  He  said  he  had  gone  over  the 


JANUARY  RAILWAY  REVENUE 
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Eighty-six  out  of  166  Class  1  roads  which  have  reported  their 
January  revenues  and  expenses  to  the  Commission  failed  to  earn 
a  net  operating  income  in  that  Month  and  had  deficits,  according 
to  computations  made  by  the  Bureau  of  Railway  Economics. 
The  166  roads  operate  approximately  200,000  miles  of  road.  Few 
of  the  roads  which  had  a  net  railway  operating  income  earned 
enough  to  meet  all  their  fixed  charges. 

The  166  roads  reporting  had  a  deficit  of  $1,289,291  in  net  rail- 
way  operating  income  for  January,  as  compared  with  a  net  of 
approximately  $52,000,000  in  January,  1920. 

The  per  cent  of  increase  in  freight  revenues  in  January. 
1921,  over  that  month  of  1920  was  4.6.  The  passenger  revenues 
showed  an  increase  of  15.7  per  cent,  while  the  total  operating: 
revenues  showed  a  decrease  of  5.8  per  cent.  Operating  expense.* 
showed  an  increase  of  6.9  per  cent  in  January,  1921,  over  that 
month  of  1920. 

In  a  final  summary  on  revenues  and  expenses  in  December. 
1920,  and  the  entire  year  of  1920,  the  Bureau  of  Railway  Eco- 
nomics says: 

Operating  revenues  in  December  increased  21.4  per  cent,  compared 
with  December,  1919.  operating  expenses  increased  21.4  per  cent,  and 
taxes  42.5  per  cent,  while  net  operating  income  decreased  from 
$13.704.977  in  December,  1919,  to  $10,225, 5S3  in  December.  1920,  or 
25.4  per  cent. 

Taking  the  calendar  year  1920  as  a  whole,  operating  revenues 
amounted  to  $6,225,402,762,  operating  expenses  were  5.826.197,474. 
taxes  were  $281.380,620,  while  net  operating  income  was  only  $62,264,- 
421.  Compared  with  the  year  1919.  operating  revenues  increased 
$1,041.338,541.  or  20.1  per  cent;  operating  expenses  increased  $1,406.- 
755.525.  or  31.8  per  cent;  taxes  increased  $82.574.005,  or  41.5  per  cent. 
Net  operating  income  decreased  from  $516.290.090  in  1919  to  $62.264.421 
in  1920,  a  decline  of  87.9  per  cent.  The  operating  ratio  increased  from 
85.25  per  cent  in  1919  to  93.59  in  1920. 

December  was  the  fourth  complete  month  under  the  increased 
freight  and  passenger  rates  that  became  effective  August  26.  The 
net  operating  income  for  December  was  equivalent  to  that  month's 
proportion  of  an  annual  rate  of  return  of  0.7  per  cent  on  the  tentativ. 
valuation  of  railway  property  fixed  by  the  Interstate  Commerce  Com- 
mission. The  corresponding  percentage  for  the  four  months  ended 
December  31  was  3.3  per  cent. 


RAIL-AND-LAKE  ADVANCES 
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Assuming  that  an  increase  in  rail-and-lake  rates  would  tend 
to  drive  traffic  to  the  all-rail  routes,  Wilber  LaRoe,  Jr.,  acting 
in  behalf  of  the  Chicago  Steamship  Lines,  Inc.,  has  protested 
against  the  proposal  of  the  railroad  companies,  considered  in  a 
conference  of  the  executives  on  March  7,  to  advance  rail-and- 
lake  rates  on  short  notice.  In  part  his  protest  says: 

"The  Commission  is  entirely  familiar  with  the  history  of 
water  transportation  on  the  Great  Lakes  and  the  extent  to 
which  it  has  been  controlled  and  dominated  by  the  railroads. 
Until  a  few  years  ago  actual  water  competition  on  the  Lake* 
was  practically  unknown,  most  of  the  boat  lines  being  owned 
and  controlled  by  the  railroads. 

"In  the  Panama  Canal  Act  Congress  struck  a  decisive  blow 
at  this  evil  and  in  administering  the  law  the  Commission  held. 
in  Lake  Line  Applications  Under  Panama  Canal  Act,  33  I.  C.  (.' 
700,  and  in  other  cases,  that  the  purpose  of  the  Panama  Canal 
Act  was  to  restore  all  the  water  routes  of  the  country  to  the 
same  condition  of  freedom  from  domination  that  would  reduce 
their  usefulness  as  a  national  means  of  transportation;  and 
that  the  boat  lines  on  the  Lakes  were  not  being  operated  in 
the  interest  of  the  public  and  that  they  were  not  of  advantage 
to  the  convenience  or  commerce  of  the  people  within  the  mean- 
ing of  the  act. 

"The  Commission  can  not  now  take  any  position  that  would 
tend  to  restore  the  situation  it  has  already  condemned.  Trans- 
portation on  the  Great  Lakes  must  be  free  and  unhampered. 
It  is  manifest  that,  by  reason  of  their  interest  in  and  control 
over  joint  rail-and-lake  rates,  the  railroads  are  still  able,  to  a 
large  extent,  to  control  the  situation  on  the  Lakes.  It  is  ob- 
vious that  a  substantial  increase  in  the  rail-and-lake  rates 
would  drive  a  large  quantity  of  traffic  to  the  rail  routes;  and 
this  is,  no  doubt,  the  main  object  of  the  railroads'  proposal. 

"In  any  event,  it  would  manifestly  be  inadvisable  to  permit 
the  filing  of  such  tariff  on  less  than  statutory  notice.  If  the 
proposed  change  is  to  be  made  at  all,  it  should  be  made  only 
after  the  most  careful  deliberation  and  after  full  hearing  for 
all  interested  parties." 
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Decisions  of  Interstate  Commerce  Commission 


CHARGES  ON  BALING  TIE  FRAGMENTS 

The  Commission  has  dismissed  No.  11377,  United  States  Im- 
porting and  Exporting  Co.  vs.  Chicago  &  North  Western,  Direc- 
tor-General et  al.,  opinion  No.  6681,  60  I.  C.  C.  500-2,  holding  that 
charges  on  fragments  of  band-iron  baling  ties,  in  carloads,  from 

-vaukee  and  Chicago  to  Portland  and  Oregon  City  were  not  un- 
reasonable. Rates  applicable  to  scrap  iron  were  assessed.  When 
the  railroads  found  that  the  consignees  were  riveting  the  several 
parts  so  as  to  make  new  baling  bands  or  ties,  they  raised  the 
billing  to  90  cents,  the  rate  applicable  to  new  baling  ties,  in 
bundles,  80,000  pounds  minimum. 

The  carriers  pointed  to  their  definition  of  scrap  iron,  which 
is  that  of  "having  value  of  remelting  purposes  only"  as  justifica- 
tion for  their  action.  The  complainant  said  that  every  bit  of 
iron  or  steel  has  a  value  as  a  second-hand  article,  if  a  user  can 
be  found,  so  that,  in  effect,  the  imposition  of  the  higher  rate  was 
equal  to  making  a  rate  dependent  on  use,  contrary  to  the  Com- 
mission's holding  in  many  cases.  In  disposing  of  that  contention, 
the  Commission  said: 

"In  Weissbaum  &  Co.  vs.  Director-General,  53  I.  C.  C.,  681, 
the  complainant's  contention  was  that  the  second-hand  boiler 
tubes  shipped  consisted  of  'scraps  or  pieces  of  iron  or  steel  hav- 
ing value  for  remelting  purposes  only.'  In  dismissing-  that  com- 
plaint we  said  that  these  words  defined  the  nature  of  the  articles 
and  that  we  were  not  persuaded  that  they  made  the  rate  de- 
pendent upon  its  use.  In  this  case,  also,  the  question  before  us 
is  whether  the  shipments  were  of  scrap  iron.  The  applicable 
tariff  provided  that  scrap  iron  was  iron  having  value  for  a  par- 
ticular use  only,  namely,  remelting.  The  pieces  shipped  had 
value  and  were  intended  to  be  used  for  purposes  other  than  re- 
melting,  namely,  for  riveting  together  into  baling  ties.  The  use 
to  which  the  commodity  was  to  be  put  is  significant  only  as 
indicative  of  its  nature.  Clearly  it  was  not  scrap  iron  within 
the  meaning  of  the  tariff. 

"Complainant  urges  that  some  concession  from  the  rate  on  new 
band  iron  baling  ties  should  be  made  when  the  shipments  con- 
sist of  second  hand  material,  but  that  question  is  not  before  us 
in  this  case.. 

"The  90-cent  rate  on  baling  ties  is  applicable  only  on  ties 
'in  bundles.'  The  content  of  these  cars  was  shipped  loose.  In 
such  case  rule  16  of  the  tariff  provided  that  the  rate  would  be 
25  per  cent  higher  and  if  these  shipments  were  properly  billed 
as  band-iron  baling  ties  the  applicable  rate  was  112.5  cents.  But 
the  same  tariff  carries  a  rate  of  90  cents  on  'Band  Iron,'  loose 
or  in  bundles,  minimum  80,000  pounds.  Since  these  ties  had 
been  cut  they  were  no  longer  'ties,'  and  could  not  be  used  again 
as  ties  until  reworked,  which  was  not  done  before  shipment.  The 
shipments  consisted  of  material  which  was  to  be  used  for  mak- 
ing ties  and  should  have  been  shipped  as  'Band  Iron,'  taking 
the  band-iron  rate  of  90  cents,  minimum  80,000  pounds,  which  is 
the  same  rate  and  minimum  as  that  upon  which  the  charges 
collected  were  based." 


RATES  ON  GLASS .  BOTTLES 

The  trackage  agreement  between  the  Chesapeake  &  Ohio 
and  the  Louisville  &  Nashville,  whereby  the  former  delivers 
traffic  at  Lexington,  Ky.,  when  destined  to  Frankfort  and  Mid- 
way, the  Commission  held,  in  a  report  on  No.  11243,  Charles 
Boldt  Glass  Co.  vs.  Louisville  &  Nashville,  Director-General,  et 
al.,  opinion  No.  6679,  60  I.  C.  C.  495-8,  has  no  effect  on  rates. 
The  fourth  section  must  be  observed  on  traffic  from  the  east. 
In  so  holding  the  Commission  in  this  case  maintained  the  posi- 
tion taken  in  Axton  vs.  K.  &  M.,  37  I.  C.  C.,  and  the  earlier 
Greenbaum  cases,  in  25  and  31  I.  C.  C. 

In  this  case  the  complainant  alleged  that  the  rates  assessed 
on  glass  bottles  since  March  1,  1918,,  from  Huntington,  W.  Va., 
to  Midway  and  Frankfort,  Ky.,  were  and  are  unreasonable,  and 
violative  of  the  fourth  section  in  that  they  exceeded  the  rates 
on  like  traffic  to  Louisville,  the  more  distant  point  on  the  route 
over  which  the  traffic  moved. 

In  behalf  of  the  carriers  it  was  contended  there  was  no 
fourth  section  violation,  because,  under  the  trackage  agreement 
with  the  L.  &  N.,  the  Chesapeake  &  Ohio  has  to  deliver  traffic 
destined  to  Frankfort  and  Midway  to  the  Louisville  &  Nash- 
ville, while  traffic  for  Louisville  is  carried  to  that  city  by  the 
Chesapeake  &  Ohio  with  its  own  power.  In  other  words,  under 
the  lease,  Frankfort  and  Midway  are  considered  as  being  situ- 
ated only  on  the  Louisville  &  Nashville,  although  traffic  billed 
to  Louisville  moves  through  those  points  as  if  the  Chesapeake 
&  Ohio  had  its  own  rails. 

One  fourth  section  violation  was  admitted  by  the  Chesapeake 
&  Ohio,  in  that  the  rates  from  Charleston  to  Frankfort  and 
Midway  are  6.5  cents  less  than  the  rates  from  Huntington,  a 
directly  intermediate  point.  That  violation,  the  carriers  said, 


would  be  corrected  by  making  the  fifth  clasa  ratea  applicable 
from  Huntington  and  Charleston  to  Louisville  and  making  those 
to  Frankfort  and  Midway  no  higher. 

Th«>  rates  on  bottles  to  Midway  and  Frankfort  were  higher 
than  the  fifth  class,  which  Is  the  rating  on  which  such  mer- 
chandise usually  moves,  although  east  of  Huntington  some  of 
the  rates  are  as  high  as  those  to  Midway  and  Frankfort.  The 
carriers  defended  the  higher  level  to  Frankfort  and  Midway  on 
tin-  ground  that  the  country  around  those  places  is  difficult  for 
railroad  construction  and  operation  and  the  traffic  density  low. 
They  contended  that  the  rates  to  Louisville  were  depressed  by 
competition  from  north  of  the  Ohio  River.- 

As  exempting  the  L.  &  N.  and  C.  &  O.  from  a  charge  of 
violating  the  fourth  section  at  Frankfort  and  Midway,  it  was 
said  that  the  L.  &  N.  does  not  participate  in  the  lower  rate 
from  Huntington  to  Louisville,  but  carriers  from  Lexington 
on  its  own  local  rate  the  traffic  there  delivered  to  it  by  the 
C.  &  O.,  which  delivers  the  traffic  in  accordance  with  the  terms 
of  the  lease,  instead  of  carrying  it  with  its  own  power  to  the 
ultimate  destination. 

The  rates  to  Midway  and  Frankfort  were  held  unreasonable 
because  and  to  the  extent  that  they  exceeded,  exceed,  or  may 
exceed  the  rates  on  glass  bottles  from  Huntington  to  Louisville, 
and  reparation  is  to  be  made  down  to  that  basis.  Rates  on 
that  basis  are  to  be  established  on  or  before  June  15.  In  fourth 
section  order  No.  7872  the  carriers  were  forbidden  to  violate 
the  fourth  section  and  to  line  up  their  tariffs  by  June  15. 


FT.  WORTH  SWITCHING  ABSORPTION 

In  a  report  on  I.  and  S.  No.  1236  (mimeographed  without 
opinion  number)  by  the  second  division,  composed  of  Commis- 
sioners Clark,  McChord  and  Daniels,  the  Commission  has  held 
that  the  trunk  lines,  the  schedules  of  which  were  suspended, 
had  not  justified  their  proposal  to  increase  their  line-haul  rates, 
principally  on  live  stock  and  the  products  of  packing  houses, 
to  and  from  Fort  Worth,  by  refusing  to  absorb  any  part  of 
the  increase  in  switching  rates  made  by  the  Fort  Worth  Belt 
Railway  on  October  16  last.  The  trunk  lines,  if  permitted  to 
limit  their  absorptions  to  the  amounts  of  the  switching  rates 
in  effect  on  October  15,  would  increase,  by  the  amounts  of  the 
increases  in  the  charges  of  the  switching  road,  their  line-haul 
rates  above  the  level  allowed  by  the  Commission  in  Ex  Parte 
No.  74. 

Protest  against  the  proposed  increases  were  made  by  Swift 
&  Co.,  Armour  &  Co.,  Cattle  Raisers'  Association  of  Texas, 
Texas  Live  Stock  Shippers'  Protective  Association,  and  the 
American  National  Live  Stock  Association. 

Until  these  schedules  were  filed  the  trunk  lines  always  ab- 
sorbed the  whole  of  the  charges  by  the  belt  line.  The  trunk 
lines  claimed  that  while  they  were  under  obligation  to  make 
delivery  of  live  stock  to  the  stock  yards,  they  were  not  obli- 
gated to  make  the  absorption  of  its  increases  effective  October 
16,  authorized  by  the  Texas  commission,  in  addition  to  the 
increase  made  under  Ex  Parte  No.  74. 

The  belt  line  showed  that  prior  to  October  16  its  charges 
did  not  cover  the  cost  of  operation.  The  Commission  said  that 
the  local  charges  of  the  belt  road  were  not  in  issue  in  this  proceed- 
ing; that  the  through  rates  were  the  only  ones  in  issue,  and  that 
proposal  to  limit  absorption  in  this  way  was  not  the  way  to 
settle  disputes  between  carriers  as  to  what  each  should  have. 
It  said  it  was  improper  to  attempt  forcible  adjustment  of  such 
an  issue  between  carriers  by  increasing  the  through  rates  which 
shippers  would  have  to  pay.  It  added  that  the  belt  road  right- 
fully contended  that  it  was  merely  a  switching  agency  em- 
ployed by  the  line-haul  carriers  in  completion  of  contracts  be- 
tween the  latter  and  shippers,  and  that  the  charges  of  the  belt 
should  "be  a  part  of  the  freight  charges  made  to  the  shipper,  and 
not  in  addition  thereto." 

The  protestants  supported  the  contentions  of  the  belt  rail- 
way and  the  carriers  are  required  to  cancel  the  schedules. 


CEMENT,  UNIVERSAL  TO  BENHAM,  KY. 
A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11493.  Universal  Portland  Cement  Co. 
vs.  Bessemer  &  Lake  Erie,  opinion  No.  6677,  60  I.  C.  C.  489-90,  be- 
cause the  joint  through  rates  assessed  on  three  carloads  of  cement 
from  Universal,  Pa.,  to  Benham,  Ky.,  shipped  in  October  and  No- 
vember, 1917.  were  in  excess  of  the  aggregate  of  the  intermedi- 
ates. One  shipment  was  also  misrouted.  The  sixth  class  rate  of  56 
cents  was  imposed.  Contemporaneously  there  were  combina- 
tions of  19.9  and  21.4.  In  April,  1918,  the  19.9-cent  rate  was 
made  applicable  over  both  routes.  Reparation  is  to  be  made  to 
the  basis  of  the  19.9  rate,  plus  the  increases  decreed  in  General 
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Order  No.  28,  in  the  cases  of  shipments  moving  after  June  25, 
1918,  if  any. 

GEORGIA  RATES,  FARES,  CHARGES 

A  finding  of  undue  prejudice  against  interstate  shippers  has 
been  made  in  No.  11915,  Georgia  Rates,  Fares  and  Charges, 
opinion  No.  6690,  60  I.  C.  C.  527-35,  as  to  the  rates  made  by  the 
Railroad  Commission  of  Georgia  on  cotton,  cotton  linters  anfl 
brick.  The  undue  prejudice  is  to  be  removed  on  or  before  April 
23  by  the  publication  of  rates  in  accordance  with  the  rules  laid 
down  in  Ex  Parte  No.  74. 

While  fares  and  charges  were  mentioned  in  the  ordei 
originating  the  case,  on  the  hearing  it  developed  that  they  were 
not  in  question.  The  only  issue  was  that  made  by  the  refusal 
of  the  Georgia  commission  to  allow  the  25  per  cent  increase  to 
be  made  on  the  commodities  mentioned. 

The  refusal  of  the  Georgia  authorities  to  permit  an  increase 
on  cotton  moving  within  the  state  would  mean  the  loss  to  the 
railroads  of  $588,000.  On  brick  it  would  be  $44,000.  The  spread 
between  state  and  interstate  rates  on  cotton  in  Georgia,  accord- 
ing to  Commissioner  Daniels,  ranges  from  6  to  19  cents  and  on 
linters  enough  to  make  the  average  difference  from  12  to  14 
cents  on  the  cotton  traffic  as  a  whole.  On  brick  the  difference 
was  estimated  to  be  2  cents  by  the  carriers  and  1.4  cents  by  the 
state  authorities. 

Georgia's  commissioners  did  not  put  in  any  testimony.  Their 
views  in  justification  of  what  they  had  done  were  presented  in 
a  brief  filed  with  the  federal  body.  In  that  they  criticized  the 
estimates  of  loss  made  by  the  carriers  as  excessive. 

The  disturbance  of  relationship  of  rates  on  cotton  as  between 
buyers  in  Georgia  and  buyers  of  Georgia  cotton  in  Alabama 
was  made  the  chief  ground  for  the  finding  of  discrimination. 
The  Georgfa  commission  in  its  brief  suggested  that  if  the  federal 
commission  could  raise  interstate  rates  and  then  predicate  a 
finding  of  discrimination  on  that  fact,  then  the  power  of  the 
state  commissions  would  be  swept  away.  On  that  point,  Com- 
missioner Daniels  said: 

"Attention  is  directed  by  the  Georgia  commission  to  the  fact 
that  this  proceeding  was  not  initiated  by  shippers  and  localities 
affected,  but  by  the  Georgia  railroads,  and  to  the  further  fact 
that  the  discrimination  complained  of  by  the  carriers  has  re- 
sulted from  Ex  Parte  74.  The  suggestion  is  made  in  the  latter 
connection  that  if  we  may  raise  interstate  rates,  and  then  enter- 
tain a  charge  of  discrimination  upon  the  resulting  increase,  or 
initiation,  of  a  spread  between  the  increased  interstate  rates  and 
the  intrastate  rates  within  a  state,  the  power  of  the  state  commis- 
sions will  be  swept  away.  This  suggestion  ignores  the  fact  that  the 
increases  in  interstate  rates  authorized  by  us  in  Ex  Parte  74 
were  made  pursuant  to  the  provisions  of  the  interstate  commerce 
act.  It  was  our  conclusion  that  the  various  increases  would 
result  in  transportation  charges — 

not  unreasonable  in  the  aggregate  under  Section  1  of  the  act  and 
would  enable  the  carriers  in  the  respective  groups  under  honest, 
efficient,  and  economical  management  and  reasonable  expenditures  for 
maintenance  of  way,  structures,  and  equipment  to  earn  an  aggregate 
annual  railway  operating  income  equal,  as  nearly  as  may  be,  to  a 
return  of  5%  per  cent  upon  the  aggregate  value,  for  the  purpose  of 
this  proceeding,  of  the  railway  property  of  such  carriers  held  for  and 
used  in  the  service  of  transportation  and  one-half  of  1  per  cent  in 
addition. 

"If  the  integrity  of  the  interstate  rates  is  to  he  maintained 
and  the  fundamental  purposes  of  the  interstate  commerce  act 
carried  out,  it  is  obvious  that  regulation  by  the  state  commis- 
sions of  intrastate  rates  can  not  be  exercised  in  such  a  way 
as  to  result  in  undue  prejudice  against  interstate  shippers  or 
unjust  discrimination  against  interstate  commerce." 


100  pounds  on  petroleum  and  its  products,  and  the  $15  per  car 
minimum  and  apply  in  their  stead  a  twenty-five  per  cent  increase, 
regardless  of  the  result.  The  result  was  reductions  on  short  haul 
traffic  and  increases  on  very  long  hauls. 

Commissioner  Daniels  said  that  the  net  effect  would  be  : 
net  revenue  less  than  would  accrue  had  the  basis  of  No.  74 
been  observed  on  all  traffic. 

Another  effect  that  would  be  produced  by  the  second  part 
of  the  Florida  commissioners'  order  would  be  the  nullification 
of  the  packing  requirements  for  fruits  and  vegetables  established 
by  the  director-general  for  uniform  application,  the  elimination 
of  the  minimum  class  scale  also  decreed  by  the  director-general, 
and  the  substitution  therefor  of  the  requirements  of  the  Florida 
commissioners. 

Some  of  the  steam  railroads  in  Florida  complied  with  the 
second  part  of  the  order.  Most  of  them,  however,  relying  upon 
a  decision  of  the  Florida  supreme  court,  made  prior  to  federal 
control,  that  a  railroad  had  a  right  to  test,  in  a  court,  the  pro- 
priety of  rates  before  applying  them,  went  to  court  about  the 
matter.  Commissioner  Daniels  said  the  Commission  was  not 
advised  as  to  the  status  of  the  litigation,  but,  regardless  of  that, 
the  record  placed  before  the  Commission  a  state  of  facts  "with 
which  we  should  deal." 

To  show  the  preference  for  state  traffic  that  would  result 
from  an  observance  of  the  second  part  of  the  Florida  order 
Commissioner  Daniels  pointed  out  that  on  fuel  oil  from  Jackson- 
ville to  Jamieson,  Fla.,  the  state  rate  would  be  $1.01  per  100 
pounds,  while  from  Jacksonville  to  an  equally  distant  point  in 
Georgia,  where  there  is  a  rival  fertilizer  plant,  both  using  fuel 
oil,  the  interstate  rate  is  about  $15  per  car  against  the  Georgia 
concern.  Similar  instances  as  to  other  commodities  were  cited. 
In  summing  up  the  case  Mr.  Daniels  said: 

"Because  of  the  magnitude  of  the  undertaking  respondents 
have  not  attempted  to  estimate  in  dollars  and  cents  the  loss  of 
revenue  which  would  result  from  a  compliance  with  section  2 
of  the  Florida  commissioners'  order.  However,  we  do  not  regard 
as  controlling  the  exact  extent  to  which  their  revenues  will  be 
adversely  affected.  The  fair  conclusion  from  the  whole  record 
is  that,  taking  the  commodities  in  question  as  a  whole,  the  in- 
crease granted  by  the  Florida  commissioners  for  the  longer  hauls 
will  not  produce  revenue  sufficient  to  equalize  the  reductions 
required  on  the  shorter  hauls,  and  we  so  find.  In  this  connection 
it  is  significant  that  the  rate  expert  of  the  Florida  commission- 
ers, in  testifying  at  the  hearing  before  the  Florida  commissioners 
on  the  carriers'  applications  for  increases  corresponding  to  those 
authorized  by  us  in  Ex  Parte  74,  the  record  of  which  hearing 
before  the  Florida  commissioners  has  been  made  a  part  of  this 
record,  took  the  position  that  the  specific  advances  as  applied 
under  general  order  No.  28  laid  a  heavy  burden  on  short-haul 
traffic  'or  that  traffic  which  in  intrastate  commerce  constitutes 
the  most  of  the  business,'  and  that  the  intrastate  traffic  was 
'necessarily  short-haul  traffic.'  Similar  specific  increases  were 
made  by  the  director-general  in  all  other  states  on  intrastate 
and  interstate  traffic  and  in  our  decisions  in  numerous  cases  and 
in  Ex  Parte  74  we  have  recognized  their  propriety  in  general. 

"In  Florida  we  find  no  conditions  which  suggest  the  propriety 
of  any  lower  basis  of  charges  for  short-haul  traffic  than  is  main- 
tained elsewhere  in  the  same  general  section  of  the  country; 
in  fact,  the  record  shows  that  the  Florida  commissioners  have 
in  the  past  recognized  that  the  transportation  conditions  in 
Florida  justify  a  relatively  higher  level  of  rates  in  Florida  than 
elsewhere  in  the  south." 


FLORIDA  RATES,  FARES,  CHARGES 

In  a  report  on  No.  11861,  Florida  Rates,  Fares  and  Charges, 
opinion  No.  6694,  60  I.  C.  C.,  551-9,  written  by  Commissioner 
Daniels,  with  Commissioner  Eastman  dissenting,  the  Commission 
dealt  with  the  Florida  commission's  effort  to  get  rid  of  the 
heavy  increases  made  on  short  haul  traffic  by  Director-General 
McAdoo  when  he  promulgated  General  Order  No.  28.  It  ordered 
the  undue  prejudice  removed  on  or  before  April  25.  The  Florida 
commission  tried  to  bring  about  a  reduction  in  rates  on  brick, 
cement,  lime,  plaster,  sand,  gravel,  rough  stone,  petroleum  and 
its  products  and  cotton. 

With  a  view  to  accomplishing  that  end,  the  Florida  com- 
missioners, on  August  18,  after  the  Commission  had  put  out  its 
report  on  Ex  Parte  No.  74,  allowed  the  carriers  to  increase  the 
intrastate  rates  to  the  level  approved  in  Ex  Parte  No.  74.  Its 
order  was  in  two  parts.  The  first  part  allowed  the  increase  up 
to  the  level  of  Ex  Parte  No.  74  from  August  26  to  October  1. 
The  second  part  required  the  carriers,  on  October  1,  to  establish 
rates  on  intrastate  business  on  the  basis  of  rates  in  effect  on 
June  24,  1918,  the  day  before  General  Order  No.  28  became 
operative,  plus  25  per  cent  and  then  plus  another  25  per  cent. 

The  effect  of  the  second  part  of  the  Florida  commissioners' 
order  was  to  do  away  with  the  increases  by  specific  amounts  per 
100  pounds  ordained  in  No.  28,  as,  for  instance,  4.5  cents  per 


MINOR  COMMISSION   ORDERS 

The  Commission  has  reopened  No.  11776,  Minnesota  Fares 
and  Charges,  for  further  consideration  of  the  intrastate  fares 
and  charges  of  the  Duluth  &  Northern  Minnesota  Railway;  Du- 
luth  &  Northeastern  Railroad;  Electric  Short  Line  Railway;  the 
Hill  City  Railway;  Interstate  Car  Transfer  Company;  Minneap- 
olis &  Rainy  River  Railway;  Minneapolis,  Red  Lake  &  Manitoba 
Railway;  Minneapolis,  Northfield  &  Southern  Railway;  Minne- 
sota, Dakota  &  Western  Railway;  Minnesota  Northwestern  Elec- 
tric Railway;  Minnesota  Transfer  Railway,  and  St.  Paul  Bridge 
&  Terminal  Railway. 

The  order  entered  December  21,  1920,  in  No.  11083,  Portland 
Traffic  &  Transportation  Association  et  al.  vs.  Ann  Arbor  et  al., 
has  been  modified  so  as  to  permit  defendants  to  establish  rates 
in  compliance  therewith  on  not  less  than  five  days'  notice. 

E.  I.  de  Pont  de  Nemours  &  Co.  have  been  permitted  to 
intervene  in  No.  12072,  the  Barrett  Co.  vs.  Pennsylvania  et  al. 

The  Graham  Paper  Company  has  been  permitted  to  inter- 
vene in  No.  12108,  Wisconsin  Traffic  Association  vs.  C.  &  N.  W. 
et  al. 

C.  B.  Bagley,  C.  F.  Hood,  and  J.  H.  McCullum,  trustees  for 
Monarch  Mills,  have  been  permitted  to  intervene  in  No.  12133, 
Monarch  Mills  vs.  Central  of  Georgia  Ry.  and  Director  General. 


Always  reliable  and  dependable,  THE  DAILY  TRAF- 
FIC WORLD  is  a  time  and  money  saver  for  the  busy 
traffic  man. 
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Tentative  Reports  of  the  Commission 


QUESTION  OF  FEDERAL  CONTROL 

Because  there  was  no  testimony  to  show  whether  the  Fair- 
port.  Palnesville  &  Eastern  was  or  was  not  under  federal  cen- 
tral, Examiner  H.  J.  Wagner  has  recommended  dismissal  of 
No.  11373,  Diamond  Alkali  Co.  vs.  Fairport,  Painesville  &  East- 
ern, Director-General  et  al.  The  complaint  alleged  that  the  rates 
for  intrastate  transportation  to  and  from  the  complainant's 
plant  at  Alkali,  Ohio,  during  federal  control,  were  unreasonable 
and  unjustly  discriminatory  to  the  extent  that  they  exceeded 
tin-  rates  from  Fairport  or  Painesville. 

The  road  is  controlled  by  the  complainant.  In  a  prior  case, 
the  Commission  held  that  the  rates  were  unreasonable  because 
and  to  the  extent  that  they  exceeded  the  junction  point  rates. 
The  complainant  sought  a  similar  holding  as  to  intrastate  rates. 
The  question  as  to  whether  the  road  was  or  was  not  under 
federal  control  was  not  raised  in  the  pleadings  but  came  up 
incidentally  when  the  trunk  lines  put  Into  the  record  the  cir- 
cular letter  from  John  Barton  Payne,  dated  June  26,  1918,  noti- 
fying each  short  line  that  while  there  was  a  question  as  to 
whether  it  had  been  taken  over,  he  desired  to  remove  the  doubt 
by  giving  the  recipient  notice  that  he  was  thereby  relinquished. 

The  examiner  recommended  a  definite  finding  that  the  rates 
from  Fairport  and  Painesville  had  not  been  shown  to  be  un- 
reasonable or  unjustly  discriminatory. 


GRAIN  CHARGES  AT  MONROE,  MICH. 

In  a  tentative  report  on  No.  11586,  Amendt  Milling  Co.  vs. 
New  York  Central  et  al.,  Examiner  F.  H.  Barclay  has  recom- 
mended a  holding  that  the  rates  and  charges  on  grain  and  grain 
products  at  Monroe,  Mich.,  had  not  been  shown  to  be  unreason- 
able, but  that  so  long  as  the  through  rates  are  applicable  to 
the  through  traffic  via  Monroe  it  will  be  unlawful  to  exact,  in  ad- 
dition to  those  rates,  out-of-line  or  back  haul  charges  on  such 
commodities  accorded  at  Monroe,  and  that,  in  no  event,  should 
the  applicable  rates  exceed  the  through  rates,  plus  the  out-of-line 
or  back  haul  charges,  plus  the  transit  charge,  where  not  ap- 
plicable. 

The  complaint  assailed  as  unreasonable  the  rates  and  charges 
applicable  to  grain  and  its  products  from  Chicago  and  points  west 
thereof,  and  from  points  on  and  north  of  the  New  York  Central's 
old  road,  west  and  north  of  Lewanee  Junction,  accorded  transit 
service  at  Monroe,  and  forwarded  from  Monroe,  to  destinations 
in  Central  Freight  Association  territory,  east  and  south  of  To- 
ledo and  points  in  Trunk  Line  territory,  east  of  the  Buffalo- 
Pittsburgh  line.  The  question  of  the  proper  charges  to  apply 
arose  out  of  the  fact  that  Monroe,  while  once  on  the  main  line 
of  the  New  York  Central,  is  now  not  on  the  chief  line  between  the 
east  and  the  west.  Examiner  Barclay  said  there  were  no  re- 
strictions in  the  tariffs,  therefore  such  charges  are  now  illegal, 
but  that,  as  operated,  there  is  a  back  or  out-of-line  haul  to  Mon- 
roe. He  said  there  was  no  justification  for  rates  higher  than 
those  which  would  result  if  they  were  constructed  in  accord- 
ance with  the  rule  suggested  by  him. 


RATES  ON  POTATOES 

Examiner  J.  Edgar  Smith,  in  a  report  on  No.  11686,  Northern 
Potato  Traffic  Association  vs.  A.  T.  &  S.  F.  et  al.,  has  recom- 
mended that  the  Commission  interpret  the  tariffs  on  potatoes  in 
effect  during  federal  control  and  later,  in  Western  Classification 
territory,  as  authorizing  the  collection  of  rates  on  that  commod- 
ity in  excess  of  the  class  C  rates.  The  latter,  in  nearly  every 
tariff  on  file  with  the  Commission,  prescribed  class  C.  But  < 
eral  Order  No.  28  ws  so  worded  that  the  carriers  collected  com- 
modity rates  higher  than  the  class  C  rates. 

The  question  of  the  proper  interpretation  was  brought  up  by 
a  complaint  alleging  the  commodity  rates  in  excess  of  class  C  to 
be  unreasonable.  At  the  hearing  the  complainant  said  the  only 
question  was  as  to  the  meaning  of  the  provisions  of  the  tariffs 
issued  in  compliance  with  No.  28.  The  carriers  contended  that 
they  authorized  the  collection  of  rates  higher  than  class  C  and 
Smith  thinks  the  Commission  should  agree  with  them. 


RATES  ON    FLOOR   SWEEPING  COMPOUND 

Examiner  John  T.  Money  has  recommended  the  dismissal  of 
No.  11907,  Cotto-Waxo  Co.  et  al.  vs.  Ann  Arbor  et  al.,  on  a  hold- 
ing that  the  rates  and  rating  on  floor  sweeping  compound  in 
carloads  from  St.  Louis  to  destinations  in  Official  Classification 
territory  had  not  been  shown  to  be  unreasonable  or  unduly  preju- 
dicial. 


American  Railway  Express,  Attorney-Examiner  M.  A.  Pattison 
has  recommended  a  holding  that  the  practice  of  the  defendant 
of  assessing  charges  on  5-gallon  shipments  of  ice  cream  In  tubs 
on  an  estimated,  or  billing,  weight  of  115  pounds,  while  con- 
temporaneously assessing  the  charges  on  the  same  quantity  of 
cream  in  a  Glacier  container  at  actual  weight,  was  unduly 
prejudicial  to  the  complainant.  He  recommended  an  order  re- 
quiring the  removal  of  that  undue  prejudice. 


MERCER  VALLEY  NOT  A  COMMON  CARRIER 

Attorney-Examiner  William  A.  Dlsque,  in  a  report  on  No. 
11366,  Mercer  Valley  Railroad  Company  vs.  Pennsylvania  et  al.. 
has  recommended  a  finding  that  the  Mercer  Valley  Railroad 
Company  is  a  plant  facility  of  the  Union  Steel  Company,  sub- 
sidiary of  the  United  States  Steel  Corporation,  and  not  a  com- 
mon carrier  subject  to  the  interstate  commerce  act.  The  Mer- 
cer Valley  complained  with  a  view  to  obtaining  a  larger  allow- 
ance. Disque's  report,  if  allowed,  will  result  in  the  complain- 
ant losing  the  allowance  it  now  receives  and  the  striking  of  its 
tariffs  from  the  files  of  the  Commission. 


CHARGES  ON   ICE  CREAM 
In  a  tentative   report  on   No.   11948,  Glacier  Company   vs. 


SOUTHEASTERN  RATE  REVISION 

Tht  Traffic   World    Washington  Bureau 

Arguments  were  heard  March  12  on  I.  and  S.  No.  1261,  which 
is  regarded  by  the  Southern  Traffic  League  as  the  most  im- 
portant rate  revision  that  has  been  proposed  for  a  long  time  for 
the  southeast  other  than  the  general  application  disposed  of  in 
Ex  Parte  No.  74.  Charles  E.  Cotterill,  attorney  for  the  league, 
said  he  regarded  it  as  so  important  that  he  made  a  suggestion 
that  the  Commission  find  some  way  for  holding  up  the  tariffs 
pending  a  general  investigation  into  rates  in  the  southeast. 
Commissioner  Hall  asked  him  how  that  could  be  done  in  view 
of  the  fact  that  the  tariffs  under  suspension  were  filed  in  com- 
pliance with  an  order  directing  the  removal  of  fourth  section 
violations  which  the  Commission  found  operated  as  an  unjust 
discrimination  against  Murphreesboro  and  an  undue  preference 
for  Nashville.  Mr.  Cotterill  said  there  was  no  objection  to  the 
removal  of  the  fourth  section  discrimination  but  only  to  the 
method  of  doing  that  which  must  be  done  if  the  law  is  to  be 
obeyed. 

Commissioner  Eastman  asked  what  would  be  the  attitude 
of  the  state  commissioners  toward  an  investigation  of  rates  in  the 
southeast,  which  would  embrace  the  relationship  of  state  and  in- 
trastate rates.  Without  pretending  to  know,  personally,  the  feel- 
ings of  all  the  state  commissioners  Mr.  Cotterill  said  reports  to 
him  indicated  that  they  would  welcome  such  an  inquiry  and 
would  enthusiastically  co-operate  with  the  federal  body. 

The  fundamental  proposition  laid  down  by  Cotterill  was  that 
the  carriers,  in  making  their  revision  of  rates,  proceeded  on  two 
assumptions.  The  first  is  that  the  rates  to  and  from  Atlanta 
are  low  and  that  the  rates  at  the  intermediate  points,  involved 
in  the  Murphreesboro  complaint,  have  been  found  to  be  reason- 
able. 

N.  W.  Proctor  and  C.  J.  Rixey,  who  spoke  for  the  carriers, 
expressed  no  opinion  on  the  advisability  of  the  Commission  en- 
tering into  a  general  investigation,  contenting  themselves  with 
calling  attention  to  the  fact  that  the  Atlanta  Freight  Bureau, 
which  filed  a  formal  complaint  against  rates  to  and  from  At- 
lanta before  the  beginning  of  the  war,  asked  to  have  it  placed 
on  the  suspense  list  during  the  war  and  had  not  done  anything 
since  then  toward  reviving  it.  Mr.  Cotterill  said  he  was  au- 
thorized by  W.  A.  Wimbish,  attorney  for  the  Atlanta  interests, 
to  say  that  that  complaint  would  be  re-filed  and  prosecuted. 

Utter  disagrement  as  to  the  character  of  the  rate  adjust- 
ment to  and  from  Atlanta  existed  between  the  attorneys  for  the 
two  sides.  Cotterill  claimed  that,  as  to  rates,  Atlanta  is  like 
the  crater  of  a  volcano,  a  pinnacle  or  some  other  thing  that 
stands  out  above  the  rest  of  the  landscape.  The  railroad  law- 
yers, on  the  other  hand,  claimed  that  Atlanta  is  still  In  a  rate 
hollow,  notwithstanding  the  fact  that  the  rates  to  and  from  that 
point  were  increased  under  the  permission  granted  in  No.  3861, 
Fourth  Section  Violations  in  the  Southeast,  In  which  the  Com- 
mission held  that  departures  from  the  fourth  section  had  not 
been  justified  as  to  Atlanta  and  other  points  in  the  south  where 
It  was  contended  rates  had  been  depressed  to  a  sub-normal  level 
by  railroad  competition. 

Cotterill  based  his  assertion  that  Atlanta  rates  are  on  a 
high  level  by  claiming  the  railroads  had  never  obeyed  the  spirit 
in  the  old  Cincinnati  shippers'  and  receivers'  case,  the  successor 
to  the  maximum  rate  case,  in  which  latter  the  Supreme  Court 
of  the  United  States  held  that  the  Commission  had  not  the 
power  to  prescribe  for  the  future.  He  said  they  had  obeyed  the 
letter  of  the  order  in  that  case  by  lowering  the  scale  of  class 
rates  from  Cincinnati  to  Chattanooga,  but  that  they  had  never 
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graded  the  rate  to  Atlanta  in  the  progression  used  from  Cincin- 
nati to  Chattanooga,  although  in  resisting  the  prescription  of 
a  lower  scale  for  application  between  the  two  points,  they  said 
that,  as  a  matter  of  course  the  reduction  would  have  to  be  ex- 
tended to  Atlanta. 

Answering  a  question  by  one  of  the  members  of  division  3, 
the  Southern  Traffic  League  attorney  said  the  obvious  thing;  for 
the  Commission  to  do  was  to  insist,  on  action  in  accordance  with 
its  oft-repeated  condemnation  of  the  Cincinnati-Chattanooga 
rate.  Of  course,  he  said,  that  that  would  mean  a  reduction  of 
the  Atlanta  rate  but  he  added  that  the  rate  from  Cincinnati 
to  Atlanta,  proposed  to  be  used  as  the  key  rate  on  the  revision 
starting  from  the  supposedly  small  Murphreesboro  case,  was 
improperly  related  to  nearly  every  rate  in  the  south. 

In  this  case  Cotterill  said  the  carriers  were  proposing  in- 
creases to  and  from  all  the  important  cities  in  the  south  so  as 
to  avoid  making  any  reductions  and  were  admitting  that  they 
were  doing  that.  He  said  a  conservative  estimate  was  that  the 
revised  rates,  from  the  south  Atlantic  ports,  Atlanta  and  other 
interior  southeastern  points,  to  the  Ohio  River  points  would 
make  a  general  increase  of  10  per  cent  throughout  the  southeast. 
He  said  that  if  the  Commission  sanctioned  the  increases  carried 
in  the  suspended  tariffs,  a  thirty  per  cent  increase  would  have 
to  be  made  in  rates  to  and  from  lower  Mississippi  Valley  terri- 
tory, for  no  reason  other  than  that  he  could  not  conceive  of 
the  Commission,  after  directing  the  removal  of  fourth  section 
violations  at  Mississippi  River  points,  would  soon  thereafter  per- 
mit the  creation  or  continuance  of  new  ones. 

In  his  defense  of  the  proposed  rates,  Mr.  Proctor  said  the 
railroads  were  acting  in  compliance  with  orders  of  the  Commis- 
sion. They  were  ordered  to  remove  fourth  section  discrimina- 
tions around  Nashville  and,  the  water  competition  having  dis- 
appeared, they  were  also  clearing  away  violations  based  on  water 
competition. 

He  called  attention  to  what  he  said  was  the  fact  that  the 
Protestants  are  willing  to  take  the  reductions  from  Macon  north- 
ward but  object  to  what  the  railroads  are  proposing,  to  bring 
the  rates  from  Jacksonville  and  Savannah  up  to  the  level  made 
necessary  by  the  disappearance  of  water  competition. 

No  estimate  had  been  made,  he  said,  as  to  the  revenue  that 
would  result  from  the  revision  of  rates  because  he  said  it  was 
obvious  that  traffic  would  probably  changje  routes,  but  that  fact,  he 
said,  was  not  deterring  the  carriers  from  taking  what  the  orders 
of  the  Commission  allowed  them  to  take.  In  an  aside  between 
himself  and  Commissioner  Eastman  he  said  the  lack  of  revenue 
from  which  the  carriers  are  now  suffering,  he  thought,  arose 
from  a  lack  of  tonnage  more  than  a  lack  of  reasonably  compensa- 
tory rates. 

"We  are  continuing  the  Atlanta  rates,"  he  said,  "and  bring- 
ing others  into  proper  relation.  We  are  applying  northbound 
the  rates  that  now  apply  southbound.  We  have  raised  the  rates 
to  Nashville  so  that  they  are  uniformly  30  cents  first  class,  under 
rates  from  the  Ohio  River.  We  had  to  observe  the  119-cent  rate 
to  Chattanooga.  The  rates  to  Nashville  will  not  exceed,  as  to 
level,  rates  to  intermediate  points.  If  we  could  have  used  West- 
ern Classification  and  rates  prescribed  by  this  Commission  for 
use  in  the  southwest,  our  revenue,  from  the  tonnage  moved  in 
a  given  period,  would  have  been  34  per  cent  greater." 

Mr.  Rixey  was  to  have  devoted  himself  to  a  discussion  of 
the  rates  from  the  east  into  southeastern  territory  but  he  had 
so  little  time  left  that  he  used  it  in  answering)  suggestions  by 
Mr.  Cotterill  as  to  the  revenue  effect  of  the  proposed  revision. 
He  called  attention  to  some  of  the  estimates  made  as  to  the 
revenue  outcome  of  the  fourth  section  violation  revision  that 
became  operative  on  January  1,  1916,  to  illustrate  his  point. 
Those  estimates  ran  as  high  as  ten  or  twelve  per  cent.  The 
figures,  he  said,  showed  3.5  per  cent  increase  in  the  revenue.  His 
suggestion  was  to  the  effect  that  Mr.  Cotterill's  estimate  of  a 
10  per  cent  increase  as  a  result  of  this  revision  was  way  above  the 
probabilities.  He  also  devoted  attention  to  the  suggestion  that 
the  southern  railroads  had  been  faring  better  under  Ex  Parte 
No.  74  than  the  southwestern  lines  by  pointing  out  that  in  the 
first  four  months  after  the  operative  date  of  the  rates  prescribed 
in  that  case,  the  earnings  of  the  southwestern  lines  were  better 
than  those  in  the  southeast.  Only  in  January  did  the  south- 
eastern lines  have  a  net  railway  operating  income  better,  in 
percentage,  than  lines  in  the  southwest. 


WASTE  STONE,  BEDFORD  TO  CHICAGO 

Hearing  on  docket  No.  11940,  Great  Lakes  Dredge  &  Dock 
Co.  vs.  Illinois  Central  et  al.,  was  held  before  Examiners  Mackley 
and  de  Quevedo  in  Chicago,  March  14.  The  case  involves  repara- 
tion to  the  amount  of  $50,000  on  shipments  of  breakwater  stone 
from  the  Bedford  quarry  district  to  Chicago,  the  complainants  al- 
leging that  the  rate  paid  on  this  stone  when  shipped  over  the 
Chicago,  Indianapolis  &  Louisville  and  the  Chicago,  Terre  Haute 
&  Southeastern  were  considerably  in  excess  of  the  rates  charged 
contemporaneously  over  the  Illinois  Central. 

C.  T.  Liedberg,  traffic  manager  of  the  complaining  company, 
said  that  in  addition  to  a  disparity  of  48  cents  which  existed  in 
the  line  haul  rates  on  this  stone,  the  Illinois  Central  assessed  a 
switching  charge  of  70  cents  a  ton  on  shipments  coming  in  over 


the  Monon  and  the  Southeastern,  because  the  stone  was  deliv- 
ered on  their  pier  track  No.  1,  where  the  complaining  company 
had  received  trackage  rights.  He  said  that  as  such  was  the  case 
the  track  should  have  been  regarded  as  an  industry  track  on 
which  no  switching  charges  were  assessed  under  Lowry's  tariffs. 
Although  the  track  in  question  was  officially  designated  as  a  team 
track,  the  witness  said  that  it  could  not  be  approached  for  un- 
loading except  on  the  water  side.  The  witness  explained  that 
breakwater,  or  rip-rap  stone,  as  it  is  sometimes  called,  is  a  waste 
stone  from  the  Illinois  quarries,  being  of  too  low  grade  to  use 
for  building,  which  loads  on  flat  cars  or  coal  cars  in  pieces  of 
from  3  to  20  tons  in  weight.  The  price  paid  for  this  stone,  he 
said,  was  between  50  and  60  cents  a  ton,  and  it  was  used  in  the 
construction  of  a  government  breakwater  along  the  lake  front 
in  Chicago. 

O.  J.  Brabec,  traffic  manager  of  the  American  Fruit  Grow- 
ers, Inc.,  formerly  a  rate  clerk  for  the  Southeastern,  introduced 
several  rate  comparisons  in  which  he  endeavored  to  show  that 
the  rate  on  this  waste  stone  was  in  excess  of  that  assessed  on 
crushed  stone  and  coal  for  similar  distances,  although  it  pos- 
sessed only  a  fraction  of  the  value. 

The  defense,  conducted  by  W.  F.  Peter  and  E.  A.  Smith,  took 
the  position  that  the  I.  C.  rate  was  too  low.  They  pointed  out 
that  it  was  not  advanced  in  the  15  per  cent  case  and  that  the 
present  difference  has  grown  out  of  that  fact.  J.  T.  Averitt, 
traffic  manager  for  the  Southeastern,  stated  that  in  his  opinion 
the  difference  in  rate  between  the  various  lines  was  justified,  be- 
cause, whereas  the  I.  C.  haul  involved  only  one  carrier,  that  over 
the  other  routes  involved  a  switching  line  in  addition  to  the 
line  haul  carrier  and  the  I.  C.  He  described  the  difficulties  of 
handling  this  waste  stone  which  he  said  were  in  excess  of  those 
encountered  in  loading  and  hauling  building  stone,  although  the 
latter  takes  nearly  double  the  rate  of  the  former. 

F.  A.  Law,  assistant  general  freight  agent  for  the  Illinois 
Central,  explained  that  the  side  track  used  by  the  complainants 
could  not  be  considered  as  a  team  track,  as  it  was  really  a  sup- 
ply track  for  the  adjacent  railroad  warehouse.  He  said  that  the 
use  allowed  the  complainants  was  a  concession  on  the  part  of  the 
I.  C.,  as  it  hindered  the  efficient  operation  of  this  warehouse. 
A.  L.  Gettys  conducted  the  case  for  the  complainants.  Brief 
date  was  set  at  April  13. 


FOURTH  SECTION  VIOLATIONS  ON  SAND 

The  reason  for  reopening  docket  No.  10927,  the  Silica  Sand 
Producers'  Association  of  Illinois  vs.  C.  B.  &  Q.  et  ad.,  seemed 
to  be  in  considerable  doubt  at  the  hearing  on  it  before  Examin- 
ers Mackley  and  de  Quevedo  in  Chicago,  March  14.  Mr.  Mackley 
finally  decided  that  the  testimony  to  be  taken  should  apply  only 
to  alleged  present  fourth  section  violations.  John  H.  Kane,  who 
represented  the  complainants,  took  the  position  that  past  vio- 
lations should  also  be  taken  into  account.  He  said  that  if  cer- 
tain through  rates  were  reduced  to  an  aggregate  of  the  interme- 
diate rates,  they  would  include  two  of  the  20-cent  increases 
which  were  awarded  on  sand  under  General  Order  28.  He  said 
that  the  Commission  had  often  held  that  when  making  up  rates 
of  combinations  the  20  cents  should  only  be  added  to  one  of  the 
components. 

The  roads,  on  the  other  hand,  represented  by  W.  G.  Wag- 
ner, general  freight  agent  of  the  Chicago,  Burlington  &  Quincy; 
P.  D.  Freer,  assistant  general  freight  agent  of  the  B.  &  O.,  and 
F.  A.  Crosby,  assistant  general  freight  agent  of  the  C.  R.  I.  &  P., 
maintained  that  it  was  only  the  present  violations  that  were 
involved  and  agreed  to  correct  such  as  were  pointed  out.  Mr. 
Kane  introduced  some  40  exhibits  which  he  said  showed  only  a 
small  portion  of  the  200  alleged  violations.  He  said  that  most 
of  these  violations  arose  out  of  the  large  spread  between  the 
various  rate  groups,  pointing  out  that  many  of  the  localities  in 
the  vicinity  of  the  Ohio-Indiana  state  line  took  a  rate  of  $3.78, 
while  stations  immediately  to  the  North  took  a  rate  of  $3.22. 

The  defendants  produced  Supplement  No.  3  to  Western 
Trunk  Line  Tariff  I.  C.  C.  A1117,  which  they  said  corrected  many 
of  these  violations.  Mr.  Mackley  said  that  only  present  violations 
would  be  considered  and  that  if  the  complainants  took  exception 
to  his  interpretation  of  the  reopening  order  it  would  be  proper 
for  them  to  ask  for  further  hearing. 


MISSOURI-ILLINOIS  STOCK  AND  BONDS 

The  Missouri-Illinois  Railroad  Company,  which  has  acquired 
the  property  of  the  Illinois  Southern  Railway  Company,  has  filed 
an  application  with  the  Commission  asking  for  authority  to  issue 
all  of  its  authorized  capital  stock  and  certain  bonds.  The  com- 
pany has  an  authorzed  capital  of  $1,800,000,  composed  of  18,000 
shares  of  par  value  of  $100  each.  It  proposes  to  convey  the 
capital  stock,  with  the  exception  of  a  small  number  of  snares, 
to  Clinton  H.  Crane,  of  New  York,  acting  for  others,  in  payment 
for  the  property.  The  applicant  also  asks  authority  to  create  a 
ten-year  7  per  cent  bond  issue  of  $1,000,000  of  which  it  now  pro- 
poses to  issue  $300,000  for  the  purpose  of  providing  funds  for  re- 
pairing, restoring  and  rehabilitating  the  railroad  property  and 
equipment,  and  for  extensions,  improvements,  betterments  and 
additions  to  the  railroad  and  to  the  rolling  stock. 
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SHIPPERS  ADOPT  RESOLUTIONS 

The  conference  of  shippers  and  others  Interested  In  trans- 
portation questions  called  by  Clifford  Thome  and  others,  after 
an  all  day  meeting  lasting  until  nearly  midnight  at  the  Congress 
Hotel,  Chicago,  March  14,  adopted  a  set  of  resolutions  in  which 
the  repeal  of  the  rate-making  section  of  the  transportation  act 
of  1920  and  provision  for  restoration  of  powers  of  the  state  com- 
missions, which  the  conference  thought  had  been  taken  away 
under  the  new  law,  were  prominent  features.  An  attempt  to 
form  a  permanent  organization,  to  be  known  as  the  National 
Shippers'  and  Consumers'  Association,  failed.  This  attempt 
took  form  in  a  report  of  the  committee  on  organization  (Francis 
B.  James,  of  Washington,  D.  C.,  chairman),  which  was  at  first 
adopted  and  later  reconsidered  and  laid  on  the  table  until  It 
could  be  seen  what  resolutions  were  to  be  adopted.  At  the  eve- 
ning session,  after  the  resolutions  were  disposed  of,  the  organi- 
zation report  was  again  taken  up  and  defeated,  many  of  those 
present  stating  their  feeling  that  a  permanent  organization  would 
be  a  duplication  of  machinery. 

Clifford  Thorne,  one  of  the  chief  sponsors  of  the  meeting, 
was  not  present,  having  been  called  to  Boston.  Mr.  James 
called  the  meeting  to  order  and  J.  R.  Howard,  president  of  the 
American  Farm  Bureau  Federation,  was  elected  chairman.  There 
were  about  two  hundred  persons  present  at  the  opening  session. 
The  number  dwindled,  however,  until  at  the  evening  session  there 
were  perhaps  not  over  seventy-five  present,  comparatively  few 
of  them  taking  part  by  voting.  Probably  at  no  stage  of  the  pro- 
ceedings were  more  than  fifty  votes  cast  on  any  proposition 
where  a  count  was  taken. 

Several  of  those  present  announced  at  the  closing  session 
that  they  did  not  wish  their  names  used  as  being  parties  to  the 
proceedings  and  the  resolutions  adopted.  They  had  signed 
registration  cards  in  order  to  be  permitted  to  attend  and  they 
feared  their  names  would  be  used  to  gave  weight  to  the  action 
of  the  conference.  It  was  decided  that  the  resolutions  should 
bear  the  names  of  those  who  had  registered  and  should  be  pre- 
sented as  the  majority  action  of  the  meeting,  just  as  the  action 
of  any  other  similar  assembly  might  be  presented;  then,  if  any 
wished  to  make  it  plain  that  they  dissented,  they  might  do  so 
by  formally  placing  themselves  on  record  with  the  secretary 
of  the  meeting. 

While  the  credentials  committee  (J.  V.  Norman  of  Louisville, 
chairman)  and  the  organization  committee  (Francis  B.  James, 
chairman)  were  preparing  their  reports,  the  meeting  listened 
at  the  day  sessions  to  speeches  by  S.  H.  Cowan  of  Texas,  who 
told  of  the  havoc  the  present  high  freight  rates  were  working 
among  shippers;  E.  H.  Cunningham,  of  the  Iowa  Farm  Bureau 
Federation,  who  made  the  same  sort  of  speech;  Glenn  E.  Plumb, 
who  explained  the  Plumb  plan  of  government  ownership  and 
employe  operation  of  the  railroads;  Luther  M.  Walter,  who  de- 
fended the  rate-making  section  of  the  transportation  act,  which 
was  attacked  on  all  sides  as  the  main  cause  of  oppressively  high 
rates,  nad  who  insisted  that  the  real  remedy  was  a  lowering  of 
operating  costs — chiefly  labor;  and  S.  M.  Felton,  president  of  the 
Chicago  Great  Western  Railroad,  who  explained  the  financial 
plight  of  the  railroads,  their  need  of  relief  from  high  labor  costs, 
their  efforts  at  economical  management,  and  their  willingness  to 
undergo  the  investigation  as  to  expenditures,  proposed  by  Sen- 
ator Cummins. 

The  organization  committee  also  became  the  resolutions 
committee  because  of  the  action  of  the  conference  in  adjourning 
until  eight  o'clock  in  the  evening  immediately  after  it  had  de- 
cided to  postpone  action  on  the  organization  report  until  it  had 
heard  the  resolutions  reported.  The  action  of  the  conference, 
as  it  adjourned,  authorized  the  organization  committee  to  ap- 
point a  resolutions  committee  of  25,  but,  since  the  conference 
had  adjourned  and  there  was  no  way  of  notifying  anybody  else 
of  his  appointment,  the  organization  committee  was  forced  to 
appoint  itself  also  the  resolutions  committee. 

The  resolutions,  as  presented  by  Mr.  James,  chairman  of 
the  committee,  were  adopted  as  reported,  so  far  as  they  were 
adopted.  One  or  two  things  in  them  were  dropped  out  entirely 
by  the  conference.  Luther  Walter  was  the  only  one  present 
who  made  a  fight  against  any  of  the  proposals  submitted,  but 
he  was  in  a  decided  minority.  The  discussion  was  acriminious 
at  times  but  ended  pleasantly.  Mr.  Walter  said  if  he  did  not 
know  that  he  was  in  a  conference  of  shippers  he  would  think 
that  Glenn  Plumb  wrote  the  resolution  referring  to  wages  and 
working  conditions.  It  had  already  been  stated  by  Mr.  James 
that  Mr.  Plumb  had  been  heard  by  the  resolutions  committee. 
Mr.  Plumb  arose  to  state  that  he  had  not  seen  the  resolution  In 
question  until  after  it  had  been  prepared  by  Mr.  Cowan. 

"Well,  it  is  satisfactory  to  you,  isn't  it?"  asked  Mr.  Walter. 

"It  seems  to  be  so,"  replied  Mr.  Plumb. 

Mr.  Walter  chuckled. 

Mr.  Walter  insisted  in  the  debate  that  the  conference  ought 
to  tell  the  Labor  Board  that  action  abrogating  the  unjust  and 
ridiculous  national  agreements  was  wanted  at  once;  that  repeal 
of  section  15a  would  do  no  good;  and  that  the  solution  of  the 
transportation  problem  was  a  lowering  of  operating  costs. 

The  resolutions  as  adopted  follow: 


Be  It  Resolved,  by  the  National  siilpji. -in  .n.i  < •i,nnumeri  AMKM-IH- 
tlon,  In  convention  luuM-mMcd  In  Chicago.  Mure  h  14.  1321: 

(a)  That  we  favor  the  rep*  >d  <.f  :  •  «f  the  Act  to  regu- 
late commerce,  known   UK  the   "Kate   Making   Rule,"   n»  added   li> 
Transportation  Act  of  1920. 

(b)  That  we  favor  siu  h  amendment  to  the  Act  to  regulate  com- 
merce as  shall  specifically  define  thu  right,  power  and  jurisdiction  of 
the  Interstate  Commerce  Commission  with  respect  to  th*  mnklnir  and 
rendering  of  any  decision  or  proscribing  any    rate   which  shall   have 
the  effect  to  destroy  the  right,  power  or  Jurisdiction  of  a  state  with 
respect  to  Intrastate   rate*  and   transportation.     And   that  where   tin- 
Interstate  Commerce  Commission   by   reason  of  the  fact  that  a  rate 
ol    any    state    on    Ultrastat*    tiMin     constitutes    a    discrimination    or 
preference  aa  against  Interstate  rates  or  commerce  that  It  Is  the  • 

of  the  Interstate  Commerce  Commission  to  make  an  order  against 
any  carrier  to  cease  or  desist  from  collecting  such  Intrastate  rates, 
the  Interstate  Commerce  Commission  must,  as  a  condition  precedent 
to  such  order  specifically  define  such  rate  and  make  a  finding  of 
facts  with  respect  thereto,  and  that  no  such  order  shall  be  made 
except  as  to  correct  an  actual,  material  and  plain  discrimination  or 
preference,  and,  further,  that  such  state  rate  Is  unjust  and  unreason- 
able for  the  service  performed.  Which  decision  of  the  Interstate 
Commerce  Commission  shall  be  subject  to  be  set  aside  by  a  court  of 
competent  Jurisdiction  at  the  suit  of  the  state  when  such  decision  Is 
beyond  Its  power  or  contrary  to  law  and  during  the  pendency  of  which 
such  court  may  suspend  such  order. 

Whereas,  The  Increased  rates  of  freight  are  In  many  Instances 
prohibitory,  and  In  other  instances  restricted,  and  In  all  cases  bur- 
densome upon  the  commerce  of  the  country,  thereby  preventing,  cur- 
tailing and  limiting  production,  and  depriving  farmers,  stock  raisers, 
producers  and  manufacturers  generally  of  an  opportunity  to  do 
business,  destroying  their  profits  and  paralyzing  the  Industries  of 
the  country  because  the  traffic  cannot  fully  move,  and. 

Whereas,  There  can  be  no  revival  of  business  so  that  production, 
trade  and  commerce  can  be  restored  to  a  normal  condition,  and  a 
return  of  prosperity  brought  about  without  a  material  reduction  In 
these  rates,  and. 

Whereas.  The  operating  expenses  of  the  railroads  are  enormously 
Increased  by  the  wages,  the  working  conditions  and  rules  under  which 
they  are  operating,  reflecting  a  direct  burden  upon  the  Industries  of 
the  country  and  creating  a  paralysis  of  Its  business  In  every  direc- 
tion, and, 

Whereas,  We  believe  that  It  Is  Imperative  that  the  government 
exercises  its  reasonable  constituting  powers  to  the  end  of  so  changing 
these  conditions  that  the  railroad  companies  shall  exercise  their  right 
aa  owners  of  the  property  to  pay  such  wages  as  are  just  and  reason- 
able, and  that  will  permit  them  to  transport  the  commerce  of  tin- 
country  upon  rates  which  will  freely  move  the  traffic,  and  yet  pay  a 
reasonable  wage  according  to  the  conditions;  now,  therefore, 

Be  It  Resolved,  By  the  National  Shippers  and  Consumers  Asso- 
ciation, in  convention  assembled  In  Chicago.  March  14,  1921.  that 
the  Transportation  Act  establishing  the  Labor  Board  be  so  amended 
that  the  power  of  the  government  may  be  administered  by  that 
tribunal  that  the  wages  shall  be  Just  and  reasonable  according  to  the 
circumstances,  and  the  railroads  not  compelled  to  pay  more  than  will 
permit  them,  under  economical  management,  to  move  the  traffic  of 
the  country  under  rates  which  are  Just  and  reasonable  and  which 
will  permit  farmers,  stockholders  and  producers  from  the  soil,  the 
sources  of  primary  wealth,  to  make  a  competency  and  earn  a  living 
and  continue  productions  to  supply  the  vital  needs  of  the  people. 

Whereas.  In  Ex  Parte  No.  74.  the  Commission  stated  that  under 
their  order  there  should  be  a  readjustment  of  commercial  conditions 
and  that  they  expected  the  carriers  to  confer  with  the  shippers  and 
bring  about  such  commercial  readjustments  without  resort  to  the 
Commission.  The  carriers  have  wholly  failed  to  make  any  such 
adjustments  and  the  appeals  of  shippers  to  the  railroads  to  make 
such  adjustments  have  fallen  on  deaf  ears:  therefore. 

Be  It  Resolved.  That  the  Interstate  Commerce  Commission  under 
Its  power  to  Initiate  and  modify  rates,  should  proceed  at  once  to  make 
such  adjustments  so  as  to  move  the  traffic  of  the  country. 

Be  it  further  Resolved.  That  every  common  carrier  should  make 
Just  and  reasonable  distribution  of  cars  for  the  transportation  of  all 
commodities,  and  that  there  should  not  be  specially  assigned  cars  and 
that  every  car  should  be  counted.  We  believe  that  this  rule  should 
be  applied  not  merely  to  coal  hut  to  all  commodities.  We.  therefore, 
urge  that  paragraph  12  of  Section  1  of  the  Interstate  Commerce  Act. 
as  amended  by  the  Transportation  Act  of  1920.  be  amended  so  as  to 
make  Its  provisions  applicable  not  merely  to  coal  but  to  freight  of  all 
kinds.  We  likewise  desire  to  point  out  that  the  Interstate  Commerce 
Commission  held  that  under  paragraph  12  that  It  had  power  to  sus- 
pend said  paragraph  In  case  of  emergencies.  This  act  of  the  Com- 
mission was  sustained  by  the  courts.  We  therefore  move  that  said 
paragraph  12  be  further  amended  so  as  to  take  away  from  the  Com- 
mission the  power  to  suspend  the  said  principles  embodied  In  said 
paragraph  12  amended  as  suggested. 

Whereas,  Paragraph  13  of  Section  1  of  the  Interstate  Commerce 
Act  as  amended  by  the  Transportation  Act  of  1920  provides  that  the 
Interstate  Commerce  Commission  may  require  the  carriers  to  file  their 
car  service  rules  as  a  part  of  the  published  tariffs.  The  Interstate 
Commerce  Commission  has  wholly  failed  to  do  so:  therefore. 

Be  It  Resolved.  That  said  paragraph  13  be  amended  to  the  effect 
that  the  Interstate  Commerce  Commission  shall  require  the  carriers 
to  file  their  car  service  rules  with  the  Commission  as  regularly  pub- 
lished tariffs. 

Francis  B.  James,  who  was  not  pleased  with  the  action  of 
the  conference  in  leaving  some  of  his  views  out  of  the  resolutions 
adopted,  has  resigned  from  the  committee  appointed  to  present 
the  resolutions.  His  resignation  is  conveyed  in  the  following 
letter  to  Chairman  J.  R.  Howard  of  the  conference: 

"I  wish  to  congratulate  you  on  the  splendid  ability  and  tact 
with  which  you  presided  over  the  shippers'  conference  and  thank 
you  for  the  many  courtesies  you  extended  me. 

"The  shippers'  conference  did  a  splendid  public  service  In 
adopting  a  resolution  asking  the  repeal  of  section  15-A  of  the 
Interstate  commerce  act  added  by  the  transportation  act  of  1920. 

"While  it  merits  great  praise  in  passing  two  resolutions 
bearing  on  car  service,  the  shippers'  conference  failed  In  a  most 
important  respect  In  failing  to  urge  a  change  in  the  Interstate 
commerce  act  so  as  to  destroy  forever  the  principle  that  any 
administrative  body,  no  matter  what  may  be  Its  name  or  func- 
tion, may  proceed  In  star  chamber  to  enter  orders. 

"The  most  burning  question  before  the  American  public  to- 
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day  is  the  high  level  of  freight  rates  and  the  greatest  cause 
leading  to  this  high  level  is  the  standardization  of  rules,  work- 
ing conditions,  and  scales  of  wages.  The  public  is  interested 
in  this  question  and  it  is  more  truly  a  question  between  the 
public  and  organized  labor  than  it  is  as  between  the  railroads 
and  labor.  The  interstate  commerce  act  and  the  Federal  Trade 
Commission  act  allow  the  public  to  intervene.  No  such  per- 
mission is  given  by  the  transportation  act  creating  the  United 
States  Railroad  Labor  Board.  This  is  a  fatal  defect.  The  con- 
ference failed  to  adopt  a  resolution  to  amend  the  act  permitting 
such  intervention.  This  was  a  fatal  error  which  was  demon- 
strated when,  on  the  following  day,  a  shipping  organization 
sought  to  intervene  and  no  action  was  taken  thereon. 

"It  seemed  to  have  been  the  sentiment  of  the  shippers'  con- 
ference that  its  real  functions  ended  with  the  adoption  of  reso- 
lutions, and  that  each  organization  might  choose  for  itself, 
which  resolution  it  approved,  and  press  before  the  appropriate 
public  authorities  the  resolution  or  resolutions  approved  by  it. 
The  conference  appointed  a  committee,  which,  in  view  of  the 
foregoing  circumstances,  can  perform  no  effective  function.  I 
feel  highly  honored  in  having  been  made  a  member  of  that  com- 
mittee, but  in  view  of  the  fact  that  the  committee  under  the  cir- 
cumstances, can  perform  no  effective  function,  I  hereby  tender  my 
resignation  as  a  member  of  that  committee." 

Following  are  the  names  of  those  who  registered  for  admis- 
sion to  the  conference: 

Frank  R.  Adams,  Pacific  Lumber  Co.  of  111. 

W.  S.  R.  Allison,  Illinois  Brick  Co. 

E.  M.  Antrim,  The  Tribune  Co.,  The  Ontario  Paper  Co..  Ltd. 

B.  P.    Arnknecko,    National    Federation    Implement    Dealers'    A; 
Iowa  Implement  Dealers'   Assn. 

Geo.  H.  Bailey,  American  Mining  Congress. 

C.  S.    Bather,    111.    Mfrs.    Assn.;    Rockford    Mfrs.    and    Shippers'    Assn., 

and  National  Furniture  Assn. 

J.  G.  Gordon,  Natl.  Paving  Brick  Mfrs.  Assn.;  American  Face  Brick 
Mfrs.  Assn.;  Hollow  Building  and  Tile  Assn. 

B.  L.  Benfer,  Steel  Barrel  Mfrs.  Assn.;  Gallon  Iron  Works  Mfg.  Co. 
J.  R.  Bent,  Illinois  Agricultural  Assn. 

Erwin  D.  Bellows,  Farmers'  Film  Co. 

E.  L.   Bill,   Illinois  Agricultural  Assn. 

J.  J.  Blommer,  Association  of  Commerce,  Milwaukee. 

George  E.   Patterson   Boyle,   Kingan   &   Co.;    Mormel   &   Co.;    Central 

Illinois  Coal  Traffic  Bureau. 
Harry  S.  Bowman,  State  of  New  Mexico. 

C.  A.  Bovee,  Jones  &  Laughlin  Steel  Co. 

J.  L.  Bowlus,  Milwaukee  Chamber  of  Commerce. 
R.  M.  Broaddus,  Marsh  &  Truman  Lumber  Co. 

B.  J.  Burchett,  Schaffer  Oil  and  Refining  Co. 

C.  L.  Broady,  Michigan  State  Farm  Bureau. 

O.  C.  Calderhead,  Public  Service  Commission  of  Washington. 

Fred  S.  Caldwell,  Colorado  State  Farm  Bureau;  Monte  Vista  Chamber 

of  Commerce. 

J.  F.  Caldbreath,  American  Mining  Congress. 
R.  W.  Campbell,  Butler  Paper  Corporation. 
C.  B.  Cardy,  J.  K.  Dering  Co. 
W.  J.  Carmichael,  Natl.  Swine  Growers'  Assn. 
Thomas  E.  Cashman,  Minnesota  Farm  Bureau. 

F.  M.  Chivington,  American  Corn  Millers'  Federation. 

C.  L.  Cleaver,  By-Products  Coke  Co. 

James  Clemenns,  American  Society  of  Equity. 

D.  K.  Clink,  International  Federation  of  Commercial  Travelers. 
R.  B.  (Joapstick,  Indiana  State  Chamber  of  Commerce. 

J.  D.  Collier,  Jointless  Fire  Brick  Co. 

Melvin  Conaker,  Peoples'  Fruit  and  Shippers'  Assn. 

S.  H.  Cowan,  Natl.  Live  Stock  Shippers'  League;  American  Natl.  Live 
Stock  Assn.;  Texas  Fruit  and  Vegetable  Growers;  Cattle  Raisers' 
Assn.  of  Texas;  Frye  &  Co.;  Northwest  packing  interests. 

C.  C.  Gunnels,  American  Farm  Bureau  Federation. 

E.  H.  Cunningham,  Iowa  Farm  Bureau  Federation. 
J.  F.  Daniels,  Chicago  Live  Stock  Exchange. 
Edw.  G.  Davis,  numerous. 

R.   J.   Dellinger,   Western   Stoneware   Co. ;   Southern   Illinois   potteries. 

C.  B.  Denman,  Missouri  Farm  Bureau  Federation. 

W.    L,.    Derry,    Natl.    Federation    of    Implement   Associations;    Illinois 

Implement  Dealers'  Assn. 
Jos.  H.  Darnell,  Stein-Hall  Mfg.  Co. 

B.  J.  Drummond,  Cincinnati  Hay  and  Grain  Exchange. 

H.  D.  Drury,  American  Meat  Packers'  Trade  and  Supply  Assn. 

C.  E.  Durst,  Illinois  Agricultural  Assn. 

W.  R.  Eastman,  Villa  Ridge  Fruit  and  Vegetable  Shippers'  Assn. 

W.  F.  Eberhardt,  J.  I.  Case  Plow  Works. 

H.  J.  Erhhart,  James  B.  Clow  &  Sons. 

Alexander  Forward,  State  Corporation  Commission  of  Virginia. 

Howard  B.  Freck,  Acme  Steel  Goods  Co. 

Sam,  Frier,  Wholesale  Sash  and  Door  Assn. 

John  O.  Fry,  J.  C.  Hubinger  Sons  Co. 

E.  E.  George,  Great  Atlantic  and  Pacific  Tea  Oo. 

I.eo  E.  Golden,  Burlington  Shippers'  Assn. 

N.  L.  Godfrey,  Wholesale  Sash  and  Door  Assn. 

E.  E.  Grant,  Independent  Oil  Men's  Assn. 

C.  L.  Harland,  Corn  Belt  Meat  Producers'  Assn. 
A.  H.  Hall,  Chicago  Bridge  and  Iron  Works. 
Geo.  F.  Hileman,  Am.  Fruit  Growers'  Assn. 

C.  F.  Hill,  Western  Clock  Co. 

W.  E.  Hines,  Arcadia  Farmers'  Milling  Co.;  Golden  Grain  Milling  Co  ; 

Triangle  Milling  Co. 
P.  D.  Hodges,  American  Face  Brick  Assn.;  Natl.  Crushed  Stone  Assn 

F.  S.  Hollands,  Standard  Oil  Co.  of  Indiana. 

J.  R.  Howard,  American  Farm  Bureau  Federation. 

O.  C.  Hubbard,  Wisconsin  Mineral  Aggregate  Assn. 

O.  H.  Hutchings,  American  Farm  Bureau  Federation. 

Francis  B.  James,  Natl.  Sand  and  Gravel  Producers'  Assn.;  Natl.  Pav- 
ing Brick  Mfrs.  Assn.;  American  Face  Brick  Assn.;  Hollow  Building 
Tile  Assn.,  etc. 

O.  W.  Johnson,  Keystone  Oil  and  Mfg.  Co. 

D.  C.  Jones,  Sheet  Metal  Products  Assn. 

A.  R.  Keller,  Illinois  Implement  and  Vehicle  Assn. 

\ictor  E.  Keyes.  Attorney  General  of  Colorado. 

J.  J.  Killean,  Clinton  Corn  Syrup  Refining  Co. 

James  F.   Kyle.   Farm   Bureaus   and   Boards   of  Trade   and   Shippers' 

„  Organizations  of  Western  Colorado. 

f  •  A.  Larish,  Michigan  Paper  Mills  Traffic  Assn. 

U,  H,  Legh,  Attorney-General  of  Indiana, 


Fred  H    Lotterhos,   assistant  Attorney  General,   State  of  Mississippi. 
H.  D.  Lute,  Nebraska  Farm  Bureau  Federation. 
L.  M.  Macpherson,  American  Seating  Co. 

F.  B.  McElroy,  American  Manganese  Steel  Co. 
J.  B.  McKesson,  assistant  Attorney  General. 

E.  J.  McVann,  Smokeless  Coal  Operators'  Assn.  of  West  Virginia. 

S    F.  Master,  Attorney  General's  Department,  State  of  Michigan. 

A.  E.  Mealoff,  American  Farm  Bureau  Federation. 

Ralph  Merriam  Reo;  F.  M.  Eikington;  Wisconsin  Independent  Cheese 
Dealers'  Assn.;  Cheboygan  Assn.  of  Commerce;  Menasha  Wooden- 
ware  Co.;  Wisconsin  Cheese  Box  Mfrs.  Assn.;  Bakery  Equipment 
Mfrs.  Assn.;  Wisconsin  Retail  Lumbermen's  Assn. 

Frank  Milhollam,  Board  of  R.  R.   Commissioners  of  North  Dakota. 

H.  H.  Miller,  Hercules  Mining  Co.;  Tamarack  &  Custer  Mining  Co.; 
Norport  Smelting  and  Refining  Co.;  Pennsylvania  Smelting  Co. 

L    F.  Moore,  Independent  Oil  Men's  Assn. 

R.  C.  Moore,  Peoples'  Fruit  and  Vegetable  Shippers  Assn. 

A.  L.  Moscript,  France  Stone  Co. 

A.  W.  Nelson,  Missouri  Live  Stock  Assn. 

J.  V.  Norman,  Louisville  Board  of  Trade;  W.  Kentucky  Coal  Bureau. 

W.  M.  Okeefe,  National  Poultry,  Butter  and  Egg  Assn. 

H.  R.  Park,  Chicago  Live  Stock  Exchange. 

H.  D.  Pixley,  Dry  Goods  Shippers'  Assn. 

H.  A.  Plott,  Balcom  Fruit  Growers'  Assn. 

E.  C.  Pomerring,  Wisconsin  State  Assn.,  American  Society  of  Equity. 

I.  W.  Pretorius,  Midwest  Box  Co. 

Homer  Price,  Illinois  Farmers'Grain  Dealers  Assn. 

C.  W.  Putnam,  Railroad  and  Warehouse  Assn.,  State  of  Minnesota. 

L.  J.  Quasey,  Illinois  Agricultural  Assn. 

Ohas.  Quinn,  Grain  Dealers'  National  Assn. 

O.  A.  Reynolds,  Farmers'  Council  of  U.  S.  A. 

S.  T.  Rissman,  Acme  Petroleum  Co. 

Fred  Roberts,  Am.  Fruit  Gowers'  Assn. 

John  A.  Ronan,  Lumbermen's  Assn.  of  Chicago;  Natl.  Pickle  Pack- 
ers' Assn.;  Iron  Dealers'  Traffic  Assn. 

J.  W.  Rotish,  South  Dakota  R.  R.  Commission. 

O    W.  Sanderg,  American  Farm  Bureau  Federation. 

J.  L.  Sipple,  Natl.  Assn.  Classic  Live  Stock  Films. 

H.  M.  Slater,  Illinois  Public  Utilities  Commission. 

M.  D.  Smiley,  Wholesale  Sash  and  Door  Assn. 

H.  G.  Smith,  By-Products  Coke  Corp. 

Sydney  A.  Smith,  Central  Warehousemen's  Club. 

Vincent  M.  Smith,  attorney. 

G.  C.  Sparrer,  National  Fireproofing  Co. 

Earl  R.  Stewart,  Michigan  Public  Utilities  Commission. 

Anton  Stolle. 

W.  H.  Stutzman,  Board  of  Railway  Commissioners,  North  Dakota. 

Ben  Stone,  Illinois  Concrete  Aggregate  Assn. 

Oliver  E.  Sweet,  South  Dakota  Attorney  General  and  R.  R.  Commis- 
sion. 

J.  Vining  Taylor,  Natl.  Hay  Assn.,  Inc. 

Lyle  G.  Taylor,  Northern  Oil  Co.  of  Michigan. 

James  D.  Thon,   Natl.  Coal  Assn. 

C.  P.  Thompson,  Furniture  Mfrs.  Assn.;  Grand  Rapids  Traffic  Club. 

A.  H.  Thorpe,  Western  Dairies  Oo.,  Inc. 

A.  F.  Vandegrift,  Board  of  Trade  of  Louisville. 

Carl  Vrooman. 

Jonas  Waffle,  Indiana  Coal  Trade  Bureau;  Brazil  Block  Coal  Prod. 
Assn.;  Ind.  Coal  Trade  Bureau,  etc. 

E.  Wallace,  Kellogg  Toasted  Corn  Flakes  Co. 
P.  H.  Wallace,  Lansing  Co. 

Luther  M.  Walter,  attorney. 

Leonard  Way,  Public  Utilities,  State  of  Iowa. 

Chas.  Webster,  Iowa  R.  R.  Commission;  Legislative  Committee,  Natl. 

Assn.  of  R.  R.  Commissions. 
G.  C.  White.  U.  S.  Bureau  of  Markets. 
Frank  E.  Williamson,  Buffalo  Chamber  of  Commerce. 
J.  E.  Wilson,  Larkin  &  Co. 
Arley  Wodard,  Dongola  Shippers'  Assn. 
H.  E.  Wood,  Public  Utilities  Commission  of  Illinois. 

F.  P.  Woodruff.  R.  R.  Commission  of  Iowa. 

G.  Van  Wormer,  N.  R.  Allen's  Sons  Co. 

FOR  INDIVIDUAL  LABOR  CONTRACTS 

The  Southern  Hardwood  Traffic  Association  has  adopted  the 
following  resolutions: 

Whereas,  in  September,  1916,  the  so-called  Adamsqn  law  was 
enacted  hurriedly,  and  necessarily  without  proper  investigation,  and 
under  threat  of  strike,  ostensibly  as  eight  hour  legislation,  which 
increased  the  wages  of  railroad  employes  and  operating  expenses  of 
the  carriers  approximately  one  hundred  million  dollars  per  annum,  and 
took  from  the  managers  the  control  of  their  labor;  and, 

Whereas,  subsequently  the  government  took  over  the  operation  of 
the  roads  and  vested  them  in  the  control  of  a  director  general,  who 
encouraged  the  railroad  employes  to  seek  increase  in  wages  and  the 
non-union  employes  to  join  unions,  and  further  granted  increases  in 
wages  to  railroad  employes  amounting  to  hundreds  of  millions  of 
dollars;  and. 

Whereas,  subsequent  legislation  and  the  so-called  national  agree- 
ments have  further  heavily  increased  operating  expenses  and  have 
prevented  proper  recognition  of  constantly  changing  costs  and  con- 
ditions of  labor,  with  the  result  that  the  carriers  are  now  compelled 
to  pay  much  more  than  is  paid  for  similar  classes  of  work  in  other 
industries,  and  have  prevented  the  carriers  from  securing  proper 
efficiency  and  curtailing  expenses,  and  have  further  prevented  the 
carriers  from  adjusting  their  rates  of  pay  and  making  individual 
contracts  with  their  own  employes  to  the  extent  of  forcing  some  of 
the  roads  into  the  hands  of  receivers,  with  other  also  threatened 
with  bankruptcy;  and, 

Whereas,  railroad  employes  advised  the  President  of  the  United 
States  that  they  did  not  desire  increased  wages  provided  the  cost  of 
living  declined,  and  it  being  well  known  that  the  cost  of  living  has 
materially  declined;  and, 

Whereas,  in  justice  to  the  great  body  of  labor  and  employers  in 
outside  industries,  the  wages  of  railroad  employes  should  be  also 
revised:  now,  therefore, 

Be  it  Resolved,  By  the  members  of  the  Southern  Hardwood  Traffic 
Association,  whose  annual  shipments  ordinarily  exceed  500.000  cars, 
and  who  operate  forest  products  mills  and  yards  in  the  hardwood 
producing  territory  between  New  York  and  Texas,  in  meeting  assem- 
bled, petition  the  President  and  Congress  of  the  United  States  to 
repeal  such  legislation  as  prevents  the  carriers  from  making  individ- 
ual contracts  and  adjusting  their  rates  of  pay  with  their  employes, 
and  that  pending  such  legislation  the  President  of  the  United  States 
urge  the  Labor  Board  to  abrogate  the  so-called  national  agreements. 

Published  at  noon  every  business  day  in  the  year, 
THE  DAILY  TRAFFIC  WORLD  is  meeting  the  traffic 
needs  of  "big  business," 
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SHIPPERS  AND  WAGE  CASE 

Asserting  that  the  Interests  of  his  organization  were  in- 
separably bound  up  in  the  present  dispute  concerning  working 
nib's  and  regulations,  Luther  M.  Walter,  attorney  for  the  Na- 
tional Industrial  Traffic  League,  appeared  before  the  United 
Stales  Railroad  Labor  Board,  March  15,  and  presented  a  petition 
of  intervention  on  behalf  of  the  league  in  case  No.  101-1,  in  the 
matter  of  wages  and  working  conditions.  The  petition  requests 
permission  on  the  part  of  the  board  to  allow  the  league  to  pre- 
sent such  evidence  as  it  thinks  pertinent  to  the  dispute  on  the 
ground  that  the  shipper  is  bearing  the  real  burden  of  the  Ineffi- 
ciency in  management  caused  by  the  present  national  agree- 
ments, and  prays  that  the  broad  request  of  the  Interstate  Com- 
ni' Tee  Commission  to  transmit  to  it  all  data  which  may  be  In  the 
offices  of  the  Commission  and  which  may  bear  on  the  various 
phases  of  the  subject  being  considered. 

Mr.  Walter  read  the  formal  petition  and  followed  the  read- 
ing with  a  few  remarks  urging  the  board  to  consider  it  favor- 
ably. "It  is  the  position  of  the  National  Industrial  Traffic 
League,"  he  said,  "that  Just  as  this  honorable  body  Is  composed 
of  representatives  of  employes,  management,  and  the  public,  so 
should  the  interests  of  all  three  groups  be  considered  before 
making  a  decision  in  a  far-reaching  controversy  of  this  kind.  The 
railroads  and,  to  a  certain  extent,  the  employes  have  been  heard 
and  we  now  respectfully  ask  that  the  shipping  public,  repre- 
sented by  the  organization  which  has  been  recognized  by  the 
Interstate  Commerce  Commission  and  the  Railroad  Administra- 
tion, be  allowed  its  day  in  court.  The  public  must  eventually  pay 
the  bills  regardless  of  what  decision  your  board  makes  and  we 
wish  to  pledge  the  earnest  and,  we  hope,  the  intelligent  assist- 
ance of  our  organization  in  presenting  evidence  which  we  have 
prepared  and  which  we  think  will  aid  the  board  in  arriving  at  a 
just  and  equitable  decision." 

A.  O.  Wharton,  one  of  the  labor  representatives  on  the  board, 
objected  to  the  petition.  "I  move,"  he  said,  "that  what  Mr. 
Walter  has  just  read  and  said  be  stricken  from  the  records  until 
a  decision  has  been  made  as  to  whether  or  not  we  will  allow  this 
league  to  intervene.  It  seems  to  me  that  this  is  rather  a  late 
day  to  try  to  become  a  party  to  this  proceedings." 

"I  know  of  no  rule,"  replied  Mr.  Walter,  "which  says  that 
a  petition  of  intervention  must  be  filed  at  any  particular  time. 
The  reason  we  are  here  today  is  because  we  could  see  no  better 
way  of  asking  this  privilege  than  by  appearing  personally  before 
you.  I  do  not  believe  that  there  is  any  reason  why  our  request 
should  not  be  entertained  and  I  hope  that  no  member  of  this 
honorable  board  has  taken  offense  at  our  strictly  legal  and 
honorable  way  of  presenting  this  petition." 

Chairman  R.  M.  Barton,  of  the  board,  replied  to  this  state- 
ment saying  that  the  league  had  an  undisputed  right  to  file  a 
petition  of  intervention  if  it  so  desired.  He  said  the  board  would 
decide  as  to  whether  the  league  would  be  allowed  to  present 
testimony  and  an  announcement  would  be  made  as  soon  as 
possible. 

The  league's  petition  of  intervention  is  as  follows: 

"Now  comes  The  National  Industrial  Traffic  League  and 
presents  this  its  petition,  and  in  support  thereof  shows  as 
follows : 

"The  National  Industrial  Traffic  League  is  a  voluntary  asso- 
ciation with  its  principal  office  and  place  of  business  at  Chicago, 
Illinois. 

"Petitioner's  membership  is  composed  of  industrial  and  com- 
mercial organizations  and  representative  shipping  concerns  in 
the  United  States.  In  its  membership  petitioner  represents  all 
classes  of  shippers  from  the  ordinary  individual  firm  or  company 
with  annual  freight  charges  of  $10,000,  to  the  largest  shippers  of 
the  country  whose  individual  freight  charges  annually  exceed 
$65,000,000.  The  purpose  for  which  petitioner  was  organized  is 
stated  in  the  preamble  to  petitioner's  constitution,  as  follows: 

Believing  the  requirements  of  commerce  are  best  served  by  a 
thorough  understanding  upon  the  part  of  railways  and  the  shipping 
public  of  each  other's  needs,  this  organization  stands  for  and  will 
undertake,  through  conference,  puhliclty  and  other  proper  means  to 
promote  such  knowledge  of  transportation  affairs  as  will  aid  in  effect- 
ing such  result;  to  assist  in  the  enactment  of  clearly  defined  laws 
governing  interstate  traffic  and  the  interchange  of  views  regarding 
intrastate  legislation  which  does  not  affect  Interstate  commerce. 
that  the  public  may  be  relieved  of  all  uncertainty  as  to  its  relations 
to  the  carriers:  also,  to  acquaint  the  regularly  established  tribunals  of 
the  needs  of  the  shipping  interests  and  the  effect  on  commerce  of 
rulings,  decisions  and  practices,  either  fixed  or  to  be  determined  by 
such  bodies. 

"The  Interstate  Commerce  Commission,  the  United  States 
Railroad  Administration  and  committees  of  Congress  have  recog- 
nized petitioner  as  a  representative  of  the  shipping  public. 

"The  members  of  your  petitioner  in  the  successful  conduct 
of  their  business  are  dependent  upon  transportation  by  railroad 
among  the  various  states  of  the  United  States  and  are  vitally  in- 
terested in  the  economy  and  efficiency  of  the  service  afforded  by 
common  carriers  engaged  In  interstate  commerce.  Petitioner, 
therefore,  on  behalf  of  its  members  and  of  others  similarly  sit- 
uated, shows  that  it  has  a  vital  interest  in  the  matter  and  things 
pending  before  this  Honorable  Board  in  this  proceeding.  Filed 


herewith  and  made  a  part  hereof  I*  a  Hat  of  the  members  and 
officers  of  your  petitioner  an  of  January  1,  1921. 

"Your  petitioner  allege*  that  IU  members  and  other*  simi- 
larly situated  are  compelled  by  statute  to  pay  rates  of  trans- 
portation for  passengers  and  property  which  will  produce  on 
railroads  subject  to  the  Interstate  Commerce  Act  In  such  rate 
groups  as  the  Interstate  Commerce  Commission  shall  provide, 
an  aggregate  railway  operating  Income  of  6  per  cent,  upon  the 
fair  value  of  the  property  of  such  carriers  devoted  to  transpor- 
tation purposes  and  operated  under  honest,  efficient  and  econom- 
ical management.  The  amount  paid  as  wages  and  salaries  to 
employes  and  officers  constitutes  a  very  large  part  of  the  operat- 
ing expenses  of  common  carriers  subject  to  the  Interstate  Com- 
merce Act,  and  must  be  paid  by  your  petitioner's  members  and 
others  similarly  situated.  Rules  and  working  conditions  affect 
the  aggregate  wage  account  of  carriers  by  railroad  no  less 
than  does  the  rate  of  pay  per  hour,  per  day  or  per  month.  Your 
petitioner,  therefore,  alleges  that  it  Is  a  party  to  the  dispute 
pending  before  this  Honorable  Board,  within  the  meaning  of 
Section  309  of  the  Transportation  Act,  1920,  and  Is  entitled  to 
a  hearing  through  Its  officers  and  counsel. 

"Petitioner's  members  and  others  similarly  situated  are 
vitally  interested  in  the  efficiency  with  which  employes  of  the 
railroads  perform  their  various  duties.  Such  efficiency  Is  af- 
fected by  the  discipline,  Intelligence  and  Interest  of  the  employe, 
and  such  discipline,  intelligence  and  Interest  is  affected  and  con- 
trolled by  rules  and  working  conditions.  Petitioner  alleges  that 
the  present  rules  and  working  conditions  which  were  established 
during  the  period  of  federal  control,  impair  discipline,  hinder 
the  employment  of  trained  and  capable  men  and  tend  to  destroy 
loyal  interest  of  the  employe  engaged  in  performing  the  trans- 
portation service.  Petitioner  alleges  that  such  rules  and  work- 
ing conditions  were  established  during,  a  period  of  war  in  view 
of  war  time  circumstances;  these  circumstances  have  substan- 
tially changed. 

"Present  rules  and  working  conditions  were  established  for 
the  railroads  as  a  whole,  when  substantially  all  of  class  1  car- 
riers were  operated  by  the  Director-General  of  Railroads  as  a 
single  system  of  transportation.  The  so-called  national  agree- 
ments and  rules  and  working  conditions  now  under  considera- 
tion preclude  each  carrier  from  dealing  with  its  own  employes, 
from  recognizing  differences  in  climate,  cost  of  living,  trade 
conditions  and  many  other  factors  which  are  pertinent  In  the 
determination  of  just  and  reasonable  rules  and  working  condi- 
tions, as  well  as  impair  the  discipline  and  efficiency  of  labor  on 
the  individual  line  of  railroad.  The  railroads  of  the  United 
States  are  no  longer  operated  as  a  whole  or  as  a  single  system 
of  transportation,  and  your  petitioner  seeks  a  return  to  indi- 
vidual operation  subject  only  to  the  requirements  of  the  Inter- 
state Commerce  Act  and  the  consolidations  which  may  be  au- 
thorized by  the  Interstate  Commerce  Commission  In  accordance 
with  the  provisions  of  law.  To  the  extent  that  rules  and  work- 
ing conditions  are  uniform  throughout  the  United  States  they 
are  unjust,  unreasonable  and  wasteful  of  the  funds  of  the  car- 
riers and  of  the  shippers  who  pay  the  same  to  the  carriers. 

"Prior  to  federal  control,  there  were  no  national  agree- 
ments for  employes  engaged  in  maintenance  of  way,  structures 
and  equipment.  The  abolition  of  the  piecework  system  and  the 
establishment  of  jurisdictlonal  rules  has  resulted  in  an  exces- 
sive number  of  employes  engaged  in  shop  work,  particularly 
the  maintenance  of  way,  structures  and  equipment. 

"There  were  few,  perhaps  no  radical  changes  In  rules  and 
working  conditions  between  1917  and  1920  in  train  service,  ex- 
cept that  punitive  overtime  was  granted  in  freight  train  service. 
Between  1917  and  1920  the  number  of  road  locomotive  enisineers. 
firemen,  conductors  and  other  train  men  actually  decreased, 
while  the  amount  of  freight  handled  per  locomotive,  per  car, 
and  per  train,  materially  increased.  The  principal  national 
agreement  of  the  Railroad  Administration  was  that  made  with 
the  shop  crafts.  The  number  of  machinists,  boiler  makers, 
blacksmiths,  electricians,  air-brakemen,  car  inspectors,  car  re- 
pairers and  other  skilled  shop  employes  and  machinists'  helpers 
and  apprentices  in  1917  was  320,828;  In  June,  1920,  the  number 
of  these  employes  had  Increased  to  426,258,  or  an  Increase  of 
40  per  cent.  The  total  wages  paid  to  these  employes  in  1917  was 
approximately  $318,000.000;  in  1920  the  total  paid  to  these  em- 
ployes exceeded  $900,000,000;  or  an  increase  of  approximately 
$582,000,000  or  180  per  cent.  The  number  of  clerks  in  June. 
1920,  was  241,138,  an  increase  of  31  per  cent  over  1917;  section 
men  and  other  unskilled  labor  in  June,  1920.  numbered  424.176. 
an  increase  of  nearly  75,000  men.  Petitioner  believes  that  these 
large  increases  in  the  number  of  employes  and  wages  result  In 
large  part  from  the  establishment  of  so-called  national  agree- 
ments and  the  rules  and  working  conditions  now  in  effect 

"During  the  calendar  year  1917  common  carriers  subject 
to  the  Interstate  Commerce  Act  paid  in  wages  approximately 
$1,700,000,000  and  during  1920  In  excess  of  $3.800,000.000.  The 
total  wage  expenses  for  1921  unless  substantial  relief  be  ac- 
corded by  this  board  In  rules  and  working  conditions,  will  ex- 
ceed that  of  1920. 

"Monthly  reports  to  the  Interstate  Commerce  Commission 
by  class  1  carriers  show  that  railway  operating  income  is  not 
meeting  the  requirements  of  the  Transportation  Act.  Notwlth- 
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standing  the  Interstate  Commerce  Commission  authorized  in- 
creases of  freight  rates  generally  of  40  per  cent  in  eastern  terri- 
tory, 35  per  cent  in  western  territory  and  25  per  cent  in  south- 
ern and  Pacific  territory,  the  carriers  are  not  receiving  the  net 
revenue  prescribed  by  the  statute.  The  rate  of  return  earned 
in  the  last  four  months  of  1920  for  the  carriers  of  the  United 
States  as  a  whole  was:  September,  4.1  per  cent;  October,  4.6 
per  cent;  November,  3.3  per  cent;  December,  1.4  per  cent;  or 
for  the  four  months  in  the  aggregate,  3.35  per  cent.  Earnings 
for  January,  1921,  were  less  than  for  any  of  the  last  four  months 
of  1920,  many  of  the  carriers  not  even  earning  their  operating 
expenses. 

"For  class  1  carriers  the  total  revenues  and  expenses  for 
1920  as  against  1919,  are  as  follows: 

1920.  1919. 

36.     Railway    operating    revenues $6,225,402,762         $5,184,064,221 

44.     Railway  operating  expenses   5,826,197,474  4,419,441,949 

45      Net  revenue  from  railway  operations      399,205,288  764,622,272 

48.     Railway    operating-    income 116,598,094  564,898,436 

52.     Ratio  of  operating  expenses  to   ope- 
rating   revenues 93.59%  85.25% 

"Many  members  of  your  petitioner  find  that  the  increased 
freight  rates  are  prohibitive  and  are  destroying  the  business  of 
those  who  produce  and  deal  in  such  commodities.  It  is  not  pos- 
sible to  increase  revenues  of  the  carriers  by  horizontal  increases 
in  freight  and  passenger  rates  as  further  increases  in  freight 
and  passenger  rates  will  restrict  the  volume  of  business,  both 
passenger  and  freight,  and  thus  reduce  instead  of  increasing 
the  aggregate  revenue  of  the  carriers.  Therefore,  your  petitioner 
alleges  that  in  order  to  give  to  the  carriers  the  return  provided 
for  in  the  transportation  act,  there  must  be  a  curtailment  of 
operating  expenses.  Your  petitioner  alleges  that  a  very  sub- 
stantial part  of  the  necessary  reduction  in  operating  expenses 
may  be  brought  about  by  .the  establishment  of  reasonable  rules 
and  working  conditions  without  change  in  rate  of  pay,  as  the 
present  rules  and  working  conditions  are  unjust  and  wasteful 
in  an  amount  approximating  $300,000,000  annually.  This  board 
is  charged  with  fixing  reasonable  wages  and  reasonable  rules 
and  working  conditions  and  therefore  is  charged  with  control 
over  the  largest  single  class  of  operating  expenses  of  the  rail- 
roads of  the  United  States.  A  failure  to  establish  just  and 
reasonable  rules  and  working  conditions  adds  to  the  operating 
expenses  of  the  carriers  which  must  be  paid  by  members  of 
petitioner  and  others  similarly  situated. 

"By  paragraph  (b)  of  Section  311  of  the  Transportation  Act, 
1920,  it  is  provided  that  every  officer  or  employe  of  the  United 
States,  whenever  requested  by  any  member  of  the  Labor  Board, 
shall  supply  to  such  board  any  data  or  information  contained 
in  the  records  of  his  office  pertaining  to  the  administration  of 
the  functions  vested  in  the  Labor  Board.  Your  petitioner  shows 
that  in  the  office  of  the  Interstate  Commerce  Commission  is  con- 
tained much  data  pertinent  to  the  determination  of  whether  the 
present  rules  and  working  conditions  are  just  and  reasonable 
and  what  would  be  just  and  reasonable  rules  and  working  condi- 
tions. Your  petitioner  prays  this  honorable  board  to  request  the 
Interstate  Commerce  Commission  to  transmit  to  it  all  data  which 
may  be  in  the  office  of  the  Interstate  Commerce  Commission 
showing: 

(a)  the  efficiency  with  which  labor  is  now  being  performed  on  the 
various  railways  subject  to  the  Interstate  Commerce  Act. 

(b)  the   effect  of  present  rules  and  working  conditions   upon   the 
efficiency  of  labor  on  railways. 

(c)  the  number  of  employes  and  the  amount  paid  by  the  carriers 
to  such  employes  by  classes  for  the  years  1914  to  1920  inclusive. 

(d)  the    effect   of   increases   in    freight    rates    effective    August    26, 
1!)20,  upon  the  volume  of  freight,  both  classes  and  commodities. 

(e)  the  possibility  of  increasing  revenues  of  the  carriers  by  further 
increases  in  freight  and  passenger  rates. 

(f)  facts  showing,  or  tending  to  show,  whether  the  present  rules 
and  working  conditions  of  the  various  crafts  are  just  and  reasonable. 

(g)  the  probable  operating  expenses  and  revenues  of  the  carriers 
for  the  calendar  year  1921. 

(h)Any  other  facts  in  the  possession  of  the  Commission  pertinent 
to  the  issue  now  pending  before  this  honorable  board. 

"By  paragraph  (d)  of  section  307  of  the  transportation  act, 
1920,  this  board  is  required  in  determining  the  justness  and 
reasonableness  of  rules  and  working  conditions,  to  take  into  con- 
sideration among  other  relevant  circumstances,  so  far  as  the 
same  may  be  applicable,  the  following: 

1.  Scales   of  wages   paid   for   similar   kinds   of   work   in   other  in- 
dustries. 

2.  The  relation  between  wages  and  the  cost  of  living. 

3.  The  hazard  of  the  employment. 
1.  The  training  and  skill  required. 

5.  The  degree  of  responsibility. 

6.  The  character  and  regularity  of  the  employment. 

7.  Inequalities  of  increases  in   wages  or  of  treatment,   the   result 
of  previous  wage  orders  or  adjustments. 

"Petitioner  shows  that  in  addition  to  the  foregoing  matters 
which  this  honorable  board  must  consider  in  determining  reason- 
able rules  and  working  conditions  and  as  a  "relevant  circum- 
stance" this  board  must  consider  the  ability  of  the  railroad  com- 
pany to  pay  wages  and  to  maintain  rules  and  working!  conditions. 

"Your  petitioner  shows  that  many  of  its  members  employ  the 
same  class  of  labor  and  employes  in  the  same  kind  of  work  as 
:hose  who  are  affected  by  rules  and  working  conditions  under 
consideration  by  this  honorable  board.  Petitioner  desires  op- 
portunity to  present' such  data  to  this  board  for  its  considera- 


tion in  determining  the  justness  and  reasonableness  of  rules  and 
working  conditions. 

"Whatever  rules  and  working  conditions  are  prescribed  by 
this  board  for  the  various  classes  of  employes  affected  thereby 
will  materially  affect  rules  and  working  conditions  of  similar 
classes  of  labor  in  various  industries  other  than  transportation 
by  railroad.  Therefore,  on  behalf  of  its  members,  and  others 
similarly  situated,  your  petitioner  shows  that  it  is  vitally  in- 
terested in  having  just  and  reasonable  rules  and  working  con- 
ditions established  on  the  railroads  of  the  United  States. 

"Farmers,  manufacturers,  merchants  and  dealers  and  prac- 
tically all  other  industries  are  now  suffering  from  lessened  vol- 
ume of  business  and  excessive  costs  of  operation,  the  cost  of 
transportation  being  not  the  least  important.  The  highly  inflated 
costs  of  material,  capital  and  labor  existent  during  the  war-time 
period  must  be  brought  to  reasonable  levels  at  as  early  a  mo- 
ment as  is  possible.  Petitioner  tenders  its  services  to  this  board 
in  any  capacity  which  may  be  possible  to  the  end  that  there  be 
restored  the  right  to  employe  and  carrier  to  deal  fully,  freely 
and  frankly  with  each  other  free  of  national  agreements,  leav- 
ing to  the  parties  to  determine  each  dispute  in  view  of  the  cir- 
cumstances and  conditions  immediately  pertaining  to  the  opera- 
tion of  the  individual  carrier. 

"Wherefore,  petitioner  prays  that  it  may  be  made  a  party 
in  the  above  entitled  proceeding,  that  the  present  rules  and  work- 
ing conditions  prescribed  by  the  Railroad  Administration  be  found 
unjust  and  unreasonable  and  that  in  lieu  thereof  each  carrier  be 
directed  to  establish  just  and  reasonable  rules  and  working  condi- 
tions for  its  employes." 


WAGE  REDUCTION  DEVELOPMENTS 

Two  of  the  western  railroads,  following  the  lead  set  by  the 
Pennsylvania  and  the  New  York  Central  in  the  East,  receded 
March  11  from  the  announced  program  of  the  roads  to  ask 
for  wage  reductions  only  on  unskilled  labor  and  made  it  known 
that  their  efforts  would  be  directed  toward  a  general  cut  in 
both  salaries  and  wages.  These  were  the  Chicago  Great  West- 
ern and  the  Chicago  &  Alton.  Following  these  announcements 
it  became  known  that  the  Association  of  Railway  Executives  had 
adopted  a  resolution  at  a  meeting  in  Hartford,  March  4,  saying 
that  reductions  in  the  pay  of  skilled  workers  would  not  be 
considered  objectionable.  In  the  East  the  Boston  &  Maine  also 
announced  that  a  conference  with  representatives  of  all  em- 
ployes was  being  sought  for  the  purpose  of  arranging  general 
wage  cuts. 

The  Wabash,  the  Chicago,  Burlington  &  Quincy,  New  York, 
New  Haven  &  Hartford  and  the  Union  Pacific  March  11  joined 
the  ranks  of  those  roads  who  are  seeking  reductions  only  in 
the  wages  of  unskilled  labor.  The  Long  Island  Railroad  an- 
nounced that  its  conference  with  unskilled  employes'  representa- 
atives,  held  March  10,  had  been  without  result,  and  said  that 
the  dispute  would  be  laid  before  the  Labor  Board  immediately. 
At  Springfield,  111.,  W.  C.  Hurst,  general  manager  of  the  Chi- 
cago, Peoria  &  St.  Louis,  said  that  if  the  coming  conference 
between  the  road  and  its  employes  failed,  operations  would 
cease  on  April  9. 

There  is  speculation  as  to  what  course  the  Labor  Board  will 
adopt  in  handling  these  disputes,  as  there  seems  to  be  little 
hope  that  any  of  them  will  be  settled  in  conference. 

The  United  States  Railroad  Labor  Board  has  notified  the 
receiver  of  the  Atlanta,  Birmingham  &  Atlantic  Railroad  and 
representatives  of  fifteen  labor  unions  to  appear  before  it  on 
March  21,  to  determine  whether  or  not  the  road  and  the  workers 
have  violated  the  order  of  the  board  in  not  rescinding  the  wage 
cut  which  went  into  effect  on  March  1.  The  case  is  arousing 
considerable  interest  as  it  is  the  first  in  which  the  authority  of 
the  board  has  been  brought  into  conflict  with  the  federal  courts. 
Subsequent  to  the  issuance  of  the  board's  order,  remanding  the 
wage  dispute  on  the  road  to  conference  between  executives  and 
employes  and  ordering  the  cancellation  of  the  wage  cuts,  the 
road  went  into  receivership,  B.  L.  Bugg,  former  president,  being 
put  in  charge.  Mr.  Bugg  received  authority  to  cut  wages  from 
the  district  court  of  Georgia  and  the  workers  immediately  struck. 

The  Erie  Railroad  has  complied  with  the  decision  of  the 
board,  issued  March  7,  wiping  out  the  wage  cut  which  had  been 
put  into  effect  February  1.  The  cut  affected  only  unskilled 
workers  and  the  road  in  announcing  that  the  old  scale  would 
again  prevail,  said  that  the  action  was  made  possible  by 
"slightly  improved  business  conditions."  The  question  of  wages 
will  be  referred  to  a  conference  between  executives  and  em- 
ployes, the  statement  said. 

Seven  railway  labor  union  leaders  sent  a  signed  telegram 
to  Senator  Cummins,  March  13,  indorsing  his  proposal  for  a 
congressional  investigation  of  the  railroads.  The  telegram  asked 
that  the  labor  organizations  have  a  hearing  in  case  such  an  in- 
vestigation is  made. 

Following  a  threat  voiced  by  Frank  P.  Walsh,  attorney  for 
the  A.  F.  of  L.,  that  the  labor  unions  would  withdraw  from  the 
hearing  on  rules  and  regulations  unless  their  demands  to  have 
certain  of  the  members  of  the  Association  of  Railway  Executives 
called  to  give  testimony  were  complied  with,  the  board,  after 
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a  short  executive  session,  March  14,  issued  orders  calling  on 
four  executives  to  appear  before  it  on  March  18.  These  are 
Robert  S.  Blnkerd,  secretary  of  the  association  and  Its  labor 
sub-committee,  who  has  been  ordered  to  bring  along  the  "mln- 
ulis.  it  -Hers,  recommendations  and  other  records  having  to  do 
with  the  proceedings  of  the  Association  of  Railway  Executives, 
and  its  committee  on  labor,  with  reference  to  the  dispute  now 
before  this  board  as  to  national  agreements,  orders,  etc.;" 
Thomas  DeWitt  Cuyler,  chairman  of  the  association;  W.  W. 
A i icrbury,  chairman  of  the  labor  committee,  and  Carl  R.  Gray, 
president  of  the  Union  Pacific  and  formerly  a  member  of  the 
committee.  The  following  have  been  ordered  to  hold  themselves 
in  readiness  to  give  testimony  "at  such  time  as  in  the  judgment 
of  the  chairman  it  may  be  deemed  necessary  to  avoid  post- 
ponement of  the  hearing:"  Hale  Holden,  president  and  chair- 
man of  the  executive  committee  of  the  Chicago,  Burlington  & 
Quincy;  C.  H.  Markham,  president  of  the  Illinois  Central;  H.  E. 
Bryam,  president  of  the  Chicago,  Milwaukee  &  St.  Paul;  W.  O. 
Besler,  president  and  general  manager  of  the  Central  of  New 
Jersey;  E.  E.  Loomis,  president  of  the  Lehlgh  Valley;  J.  H. 
Young,  president  Norfolk  &  Southern;  J.  H.  Hustis,  president 
of  Boston  &  Maine;  N.  D.  Maher,  president  Norfolk  &  Western; 
W.  R.  Scott,  president  Southern  Pacific-Louisiana  Lines;  J.  W. 
Higgins,  of  Chicago,  executive  secretary  of  the  Association  of 
Wi 'stern  Railways;  Charles  P.  Nelll  of  Washington,  manager 
Bureau  of  Information,  Southern  Railroad;  A.  W.  Trenholm 
of  St.  Paul,  senior  vice-president  of  the  Chicago,  St.  Paul,  Min- 
neapolis &  Omaha  Railroad;  John  G.  Walber  of  New  York, 
secretary  of  the  Bureau  of  Information  of  the  eastern  railroads. 

In  voicing  his  demand  for  these  appearances,  Mr.  Walsh 
expressed  surprise  that  his  request  for  them  had  not  already 
been  complied  with  and  stated  that  "it  will  be  impossiible  for 
us  to  proceed  with  the  presentation  of  our  case  until  the  wit- 
nesses we  have  called  have  been  subpoenaed  and  have  presented 
themselves  for  examination." 

Following  the  issuance  of  the  call,  the  Labor  Board  pro- 
ceeded with  the  hearing,  rebuttal  testimony  being  put  in,  March 
15,  by  some  of  the  minor  roads  that  were  not  represented  by 
E.  T.  Whiter  when  he  appeared  some  time  ago. 

In  a  statement  March  14  B.  M.  Jewell,  president  of  the 
railway  employes'  section  of  the  A.  F.  of  L.,  characterized  the 
action  of  the  board  as  "no  less  a  victory  for  the  public  than 
for  the  railroad  workers.  The  national  adjustment  boards  for 
which  we  have  asked  were  originally  advocated  by  a  majority 
of  the  railroad  committee  of  the  railroad  executives  for  the 
identical  reasons  for  which  we  have  advocated  them.  With  the 
appearance  of  these  witnesses  the  way  will  be  open  to  correct 
the  mass  of  misinformation  and  misrepresentation  with  which 
the  public  has  been  deluged  for  a  six  months'  period." 

The  Labor  Board,  March  15,  began  taking  testimony  from 
the  shortline  carriers.  President  B.  A.  Worthington  of  the  Cin- 
cinnati, Indianapolis  &  Western  explained  that  the  present  rules 
and  regulations  worked  an  even  greater  hardship  on  the  smaller 
roads  than  on  the  larger  ones,  because  it  was  not  always  possible 
to  keep  a  man  busy  on  some  special  work  all  the  time  and,  as 
a  consequence,  it  was  necessary  to  pay  a  boilermaker  inspector's 
wages  and  a  blacksmith  hammersmith's  wages. 

Workers  on  the  New  York  Central  and  the  Delaware  &  Lacka- 
wana  stated,  March  15,  that  they  had  rejected  the  roads'  pro- 
posals for  wage  reductions.  The  proposed  cut  on  the  D.  &  L. 
affects  only  unskilled  workers,  while  that  on  the  N.  Y.  C.  affects 
all  salaries  and  wages.  Labor  leaders  on  the  latter  road  said 
the  matter  would  be  brought  before  the  Labor  Board  in  an 
orderly  manner. 

The  Pennsylvania  has  announced  that  its  wage  and  salary 
cuts  will  go  into  effect  April  20.  Conferences  between  execu- 
tives and  employes  will  be  held,  starting  March  31. 

The  date  set  for  conference  between  the  managers  and  the 
men  on  the  Philadelphia  &  Reading  is  March  29. 

The  Monon  announced,  March  15,  that  a  general  reduction  in 
salaries  and  wages  of  employes  will  be  made  effective  April  16. 

The  Big  Four  announced  that  proposed  cuts  would  involve 
all  employes  instead  of  merely  unskilled  labor,  as  originally  in- 
tended. 

The  United  States  Labor  Board  completed  taking  the  testi- 
mony of  the  short  line  railroads  in  the  rules  and  regulations 
case  the  afternoon  of  March  15  and  adjourned  until  March  18, 
when  the  four  members  of  the  Association  of  Railway  Executives 
were  to  be  present  to  be  questioned  by  representatives  of  the 
American  Federation  of  Labor.  No  executive  session  was  held 
March  16  and  no  announcement  was  made  regarding  the  disposi- 
tion of  the  petition  of  intervention  filed  on  behalf  of  the  National 
Industrial  Traffic  League. 

When  questioned  as  to  the  probability  of  the  league's  being 
allowed  to  present  evidence,  G.  Wallace  W.  Hanger,  representa- 
tive of  the  public  on  the  board,  said:  "We  shall  be  glad  to  re- 
ceive and  consider  any  documentary  evidence  and  data  which  the 
National  Industrial  Traffic  League  thinks  will  be  of  assistance  to 
us.  But  it  is  highly  improbable  that  it  can  have  a  hearing.  If  such 
were  to  be  the  case  we  would  have  to  allow  all  the  numerous 
chambers  of  commerce  and  civic  associations  from  which  we  have 
received  resolutions  and  memorials  to  present  evidence  also. 


.•Midi  a  proceeding  would  prolong  the  preMnt  bearing  beyond 
all  reason,  which  would  be  unfortunate,  at  thin  time,  especially 
when  the  board  la  preparing  to  take  care  of  the  large  number 
of  wage  disputes  which  will  shortly  require  settlement.  The 
law  require*  that  both  sides  of  any  dlnpute  be  heard;  we  have 
heard  the  roads  and  are  expecting  to  enter  into  the  final  chap- 
ter of  the  employes'  evidence  March  18.  Whether  or  not  the 
Interests  of  the  public  are  such  that  public  hearing*  will  also 
be  held,  remains  for  the  board  to  decide.  It  would  hardly  be 
possible  to  allow  the  National  Industrial  Traffic  League  to  testify 
while  excluding  other  Interested  organizations." 

The  New  York,  Ontario  and  Western  and  the  Jersey  Central 
railroads  announced,  March  16,  that  general  wage  redactions 
would  become  effective  on  those  roads  on  April  16.  A  similar 
announcement  was  made  by  the  Southern  Pacific  lines  In  Louisi- 
ana and  Texas. 

Organized  labor  went  on  record,  March  16,  before  a  special 
committee  appointed  by  New  England  governors  as  opposed  to 
any  reduction  In  wages  as  a  means  of  increasing  the  earnings 
of  the  New  England  roads. 

The  first  of  the  wage  reduction  cases  to  come  before  the 
Labor  Board  after  failure  of  conference  between  executives  and 
men  to  bring  results  was  filed  March  17  by  the  New  York  Cen- 
tral. The  road  asks  the  board  to  make  cuts  In  the  wages  of  un- 
skilled labor  effective  April  1. 

Members  of  the  Association  of  Railway  Executives,  who  had 
been  subpoenaed  by  the  board,  appeared  March  18  to  be  ques- 
tioned by  representatives  of  the  American  Federation  of  Labor 

After  quizzing  Robert  S.  Binkerd,  assistant  to  the  chairman 
of  the  Association  of  Railway  Executives,  before  the  Labor  Board 
March  18  for  upwards  of  an  hour,  and  after  sorting  through  the 
pile  of  papers  brought  by  Mr.  Binkerd,  at  his  request,  Frank  P. 
Walsh,  attorney  for  the  Big  Four  railroad  brotherhoods,  finally 
singled  out  the  reports  of  the  meeting  of  the  committee  on 
labor  for  the  association,  held  March  29,  1920,  as  proof  of  his 
contention  that  the  entire  organization  was  dominated  in  it* 
relations  with  organized  labor  by  W.  W.  Atterbury  and  the  finan- 
cial powers  backing  him.  The  report  of  the  meeting  contained 
a  resolution  strongly  urging  that  steps  be  taken  by  the  associa- 
tion to  join  in  the  forming  of  national  boards  of  adjustment  to 
handle  all  labor  disputes  as  the  best  and  most  efficient  method 
of  handling  the  relations  between  the  executives  and  the  rail- 
road employes.  This  report  was  adopted  by  the  committee  by 
a  vote  of  10  to  1,  Mr.  Atterbury  being  the  only  dissenter.  It  was 
Atterbury's  minority  report,  however,  that  was  finally  adopted  by 
the  association,  at  its  meeting  in  September,  1920,  the  vote  being 
CO  for  and  41  against.  Mr.  Walsh  read  a  single  sentence  from 
the  minority  report  which  he  said  was  especially  significant: 
"Our  duty  is  clear — make  no  contracts  whatever  with  labor  or- 
ganizations." An  objection  being  raised,  Mr.  Walsh  was  directed 
to  read  the  report  in  its  entirety. 

A  good  portion  of  the  morning  was  passed  in  deciding  what 
method  was  to  be  followed  in  taking  the  testimony  of  Mr.  Bink- 
erd, Carl  Gray,  T.  DeWitt  Cuyler  and  W.  W.  Atterbury.  who  were 
summoned  before  the  board  at  the  request  of  the  labor  men.  It 
was  finally  decided  that  they  should  be  put  on  the  stand  and 
questioned,  first  by  the  labor  representatives  and  then  by  rail- 
road representatives.  Mr.  Binkerd  was  first  summoned. 

B.  M.  Jewell,  who  opened  the  session  with  a  speech,  out- 
lining, he  said,  the  position  of  the  labor  leaders,  included  In  his 
talk  a  thinly  veiled  attack  on  the  petition  of  intervention  filed 
with  the  board  on  behalf  of  the  National  Industrial  Traffic 
League.  "We  are  here  as  the  accredited  representatives  of  hun- 
dreds of  thousands  of  railroad  employes,"  said  he.  "That  these 
men  have  confidence  in  our  judgment  to  do  right  Is  shown  by  the 
fact  that  no  one  of  all  the  hundreds  of  local  organizations  have 
bothered  this  board  with  resolutions  and  requests  for  favorable 
decisions.  The  railroads,  on  the  other  hand,  have  instigated  in- 
numerable civic  and  commercial  organizations  to  appeal  to  the 
board  in  their  behalf.  These  resolutions  show  that  those  who 
have  written  them  had  no  knowledge  of  the  facts  in  this  case 
and  have  made  no  effort  to  learn.  If  the  board  should  enter- 
tain them  even  for  a  moment  they  would  precipitate  an  avalanche 
of  requests  under  which  the  board  would  eventually  break  down." 

Mr.  Jewell  charged  that  the  roads,  by  refusing  to  meet  the 
workers  in  a  national  conference,  were  making  it  impossible  to 
arrive  at  an  amicable  solution  in  the  case.  "The  railroads."  he 
said,  "have  been  willingly  trying  to  get  all  the  benefits  of  the 
transportation  act  and  at  the  same  time  willingly  trying  to  escape 
its  burdens." 


LABOR   BOARD-COMMISSION   HEARING 

The  Commission  has  announced  that  a  hearing  will  be  held 
jointly  by  the  Commission  and  the  Railroad  Labor  Board  March 
30,  at  Washington,  for  the  purpose  of  discussing  proposed  rules 
for  reporting  by  carriers  of  Information  on  railroad  employes. 
The  hearing  will  have  to  do  with  proposed  modification  of  the 
present  regulations  of  the  Commission  as  to  reports  of  carriers 
covering  the  number  of  employes,  hours  and  compensation.  The 
Commission  will  be  represented  by  officials  of  the  statistical 
division. 
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NEW  YORK  STATE  RATE  DECISION 

"The  facts  found  by  the  Commission  and  upon  which  it 
based  its  order  well  illustrate  the  need  for  regulation  of  the 
intrastate  rates  by  the  Interstate  Commerce  Commission,"  said 
the  United  States  District  Court,  Northern  District  of  New 
York,  in  dismissing  recently  the  injunction  suit  brought  by  the 
state  of  New  York  against  the  Interstate  Commerce  Commis- 
sion in  which  the  state  asked  that  the  Commission's  order  in 
the  New  York  passenger  fare  case  be  held  invalid. 

After  citing  the  Minnesota  rate  case  and  the  Shreveport 
case  decisions  of  the  United  States  Supreme  Court  in  support 
of  the  right  of  Congress  to  legislate  granting  authority  to  the 
Interstate  Commerce  Commission  to  prescribe  intrastate  rates 
to  remove  discrimination  against  interstate  commerce,  the  court 
said: 

"Under  the  transportation  act,  it  was  thought  to  enable  the 
carriers  to  earn  an  aggregate  annual  net  railway  operating 
income,  equal,  as  nearly  as  may  be,  to  6  per  cent  upon  the 
aggregate  value  of  the  railway  property  of  such  carriers  held 
for  and  used  in  the  service  of  transportation.  To  accomplish 
this,  the  Commission  is  required  to  modify,  establish,  or  adjust 
rates  for  the  carriers  as  a  whole  or  as  a  whole  in  each  of  such 
rate  groups  or  territories  as  the  Commission  shall  from  time 
to  time  designate.  The  carriers  here  are  included  in  the  east- 
ern group.  To  permit  the  New  York  state  law  to  prevail  and 
the  orders  of  the  public  service  commission  of  the  state  of 
New  York  to  be  enforced,  would  create  an  unjust  discrimination 
of  rates  between  the  intrastate  rate  for  New  York  and  the  inter- 
state rate  which,  in  turn,  would  cast  a  burden  upon  the  inter- 
state commerce  of  the  railroads  within  this  group,  resulting  in 
such  a  rise  for  maintenance  of  prices  of  rates  and  fares  within 
the  eastern  group  so  as  to  make  up  the  deficiency  caused  by 
the  lower  intrastate  rates  and  fares,  which  the  Commission 
finds  is  between  eleven  and  twelve  million  dollars  per  year. 
This  power  was  granted  by  the  Congress  to  the  Interstate  Com- 
merce Commission  as  a  means  of  protection  of  commercial  hos- 
tilities and  reprisals  between  the  various  states.  Therefore,  the 
protection  of  the  Interstate  Commerce  Commission  was  impera- 
tive for  the  railroads.  More  so  than  ever,  since  the  federal 
control  of  railroads,  the  country  has  learned  the  lesson  of  the 
importance  of  linking  the  arms  of  transportation  and  commerce 
over  the  country.  It  has  resulted  in  the  states  becoming  de- 
pendent upon  each  other  to  obtain  favorable  transportation  con- 
ditions. Uniformity  of  rates  to  make  for  the  proper  trans- 
portation facilities  were  essential  to  the  success  of  the  purposes 
sought  to  be  effected  by  the  terms  of  the  transportation  act. 
We  recognize  that  Congress  has  no  constitutional  power  to 
touch  intrastate  rates  as  such,  and  the  transportation  act  of  1920 
is  intended  only  to  protect  interstate  commerce.  It  is  because 
the  rate  fixed  by  the  railroad  law  and  the  public  service  com- 
mission of  New  York  casts  a  direct  burden  upon  interstate 
commerce  and  is  jeopardizing  the  power  of  the  national  carriers 
to  maintain  themselves  on  a  basis  which  Congress  declared 
they  should  be  maintained  under  the  transportation  act  of  1920, 
that  this  court  grants  relief." 

ARGUMENT  IN  WISCONSIN  CASE 

The  Traffic  World  Washington  Bureau 

Oral  arguemnt  in  the  Wisconsin  intrastate  passenger  fare 
case  was  begun  in  the  United  States  Supreme  Court  the  after- 
noon of  March  11.  Chief  Justice  White  assigned  nine  hours  for 
the  argument,  as  requested  by  counsel  for  the  state  of  Wis- 
consin, the  state  commission,  the  Interstate  Commerce  Commis- 
sion and  the  railroads.  The  court  did  not  sit  March  12  and  the 
argument  was  not  expected  to  be  concluded  until  March  15. 

M.  B.  Olbrich,  special  counsel  for  Wisconsin,  opened  the 
argument.  He  said  while  counsel  for  the  other  states  would 
question  the  constitutionality  of  the  transportation  act,  his  argu- 
ment would  be  directed  solely  to  the  question  of  whether  the 
transportation  act  gave  to  the  Commisison.  the  power  to  bring 
intrastate  rates  to  the  level  of  interstate  rates  on  the  ground 
that  a  mere  difference  in  the  two  levels — that  is,  the  state  rates 
being  lower  than  the  interstate  rates — constituted  discrimination 
against  interstate  commerce. 

"That  is  the  essence  and  gist  of  this  case,"  said  he.  "This 
court  must  pass  on  the  question  of  whether  Congress  intended 
to  give  the  Commisison  the  power  which  it  says  it  obtained 
under  the  transportation  act.  We  do  not  raise  the  question  of 
constitutional  power.  The  main  issue  here  is  one  of  revenue 
discrimination. 

"If  the  court  finds  that  Congress  intended  to  direct  the  Com- 
mission to  prescribe  a  return  on  both  classes  of  traffic  (intra- 
state and  interstate),  so  far  as  I  am  concerned,  this  is  a  valid 
order.  We  simply  say  that  Congress  did  not  contemplate  such 
a  finding  as  the  Commission  made  in  this  case." 

Section  13  of  the  interstate  commerce  act,  under  which  the 
carriers  brought  their  petitions  for  removal  of  the  alleged  dis- 
crimination against  interstate  commerce  resulting  from  the 
lower  intrastate  rates  prescribed  by  state  authority,  and  also 
under  which  the  Commission  assumed  jurisdiction  over  the  intra- 


state rates  involved,  Mr.  Olbrich  argued,  merely  put  into  statu- 
tory form  the  decision  of  the  Supreme  Court  in  the  Shreveport 
case,  and  did  not  enlarge  the  power  of  the  Commission  over 
intrastate  rates.  He  further  contended  that  in  section  15-a,  the 
rate-making  section  of  the  act,  Congress  intended  that  the  rate 
of  return  prescribed  should  be  obtained  "as  nearly  as  may  be" 
from  interstate  rates.  He  said  it  was  generally  stated  that  the 
intrastate  commerce  of  the  country  was  about  15  per  cent  of 
the  whole  and  he  regarded  that  as  so  small  as  to  be  almost 
negligible  in  computing  the  total  revenues  of  the  carriers.  He 
further  argued  that  as  the  courts  were  still  functioning  through- 
out the  country  and  as  the  courts  had  said  that  a  return  of 
from  6  to  7  per  cent  should  constitute  a  fair  return  on  property 
devoted  to  the  public  service,  it  should  be  assumed  that  Congress 
believed  that  if  intrastate  rates  were  fixed  by  the  several  states 
on  a  level  which  would  not  produce  a  return  of  at  least  6  per 
cent,  the  carriers  could  obtain  relief  in  the  courts. 

Mr.  Olbrich  regarded  section  208-a  of  the  transportation  act 
as  "of  tremendous  significance"  and  as  showing  that  Congress 
did  not  intend  to  continue  the  unified  control  of  rates  estab- 
lished under  the  federal  control  act.  This  is  the  section  which 
continued  in  force  the  federal  control  rates,  fares  and  charges, 
and  classifications,  regulations  and  practices,  during  the  six 
months'  guaranty  period  following  the  termination  of  federal 
control,  with  the  provision  that  there  should  be  no  reduction  in 
rates  without  the  approval  of  the  Interstate  Commerce  Commis- 
sion. He  pointed  out  that  in  this  section  Congress  provided  that 
the  rates  which  were  in  effect  on  February  29,  1920,  should 
continue  in  force  and  effect  "until  thereafter  changed  by  state 
or  federal  authority."  After  these  words  came  the  proviso 
against  reductions  prior  to  September  1,  1920,  without  approval 
of  the  federal  Commission. 

Congress  recognized  in  that  part  of  the  act,  he  argued,  that 
the  states  were  to  be  reinvested  with  their  power  over  rates 
which  existed  prior  to  federal  control.  He  said  the  federal  con- 
trol rates  were  specifically  to  be  continued  for  the  six-month 
period  and  that  the  inference  was  that  after  the  expiration  of 
that  period  the  states  were  to  resume  full  control  over  intra- 
state rates. 

Taking  up  paragraph  (4)  of  section  13,  on  which  he  said 
the  carriers  placed  their  main  reliance,  he  discussed  the  legis- 
lative history  surrounding  that  section.  He  quoted  Senator  Cum- 
mins, chairman  of  the  Senate  committee  on  interstate  and  for- 
eign commerce,  as  having  said  that  all  that  was  intended  by 
that  section  was  to  write  into  the  lawe  the  decision  of  the  Su- 
preme Court  in  the  Shreveport  case.  He  also  referred  to  the 
elimination  of  the  words  "undue  burden,"  which  were  in  the 
House  bill,  pointing  out  that  the  states  had  contended  that  if 
the  law  gave  the  federal  Commission  the  authority  to  remove 
"undue  burden"  against  interstate  commerce,  its  authority  over 
intrastate  rates  would  be  supreme. 

"Our  conception  is  that  there  was  nothing  added  to  the 
power  of  the  Commission  by  this  legislation,"  said  he. 

The  wording  of  the  parts  of  the  act  in  question,  he  con- 
tended, evidenced  the  "reluctance"  of  Congress  to  encroach  fur- 
ther on  the  regulation  of  intrastate  rates  and  that  it  surrendered 
to  the  states  the  pre-existing  power  they  had  had  over  rates  prior 
to  federal  control. 

Chief  Justice  White  asked  Mr.  Olbrich  whether  he  would  say 
that  in  the  event  a  state  fixed  state  rates  so  low  that  they  did 
not  bear  their  share  of  the  cost  of  transportation  and  that,  as  a 
result,  the  people  paying  interstate  rates  had  to  bear  the  burden 
resulting  from  the  low  state  rates,  the  Interstate  Commerce 
Commission  could  not  remove  the  discrimination  against  inter- 
state commerce  by  ordering  the  intrastate  rates  up.  Mr.  Olbrich 
contended  that  the  Commission  could  not  order  the  intrastate 
rates  up  unless  it  were  shown  that  some  town  or  individual  was 
injuriously  affected  by  the  lower  intrastate  rates. 

"In  the  absence  of  such  a  finding,  jurisdiction  over  intra- 
state rates  does- not  lie  in  the  Commission,"  he  asserted. 

He  then  said  the  Wisconsin  case  and  the  other  intrastate 
rate  cases  in  which  the  Commission  had  ordered  the  intrastate 
rates  up  were  based  on  the  mere  fact  that  the  carriers  would 
suffer  a  loss  in  revenue. 

Bruce  Scott,  who  made  the  opening  argument  for  the  C.  B. 
&  Q.,  said  he  believed  he  should  first  state  the  facts  in  the  case. 
He  referred  to  questions  put  by  several  of  the  justices,  when 
Mr.  Olbrich  was  arguing,  as  to  the  Commission's  findings  in  the 
Wisconsin  case  and  which  were  answered  only  in  a  general  way, 
and  said  he  would  answer  those  questions  by  explaining  what 
had  transpired.  He  took  up  most  of  his  time  going  over  the 
development  of  the  case  and  the  Commission's  findings,  which, 
he  said,  were  based  on  the  Commission's  report  that  discrimina- 
tion against  interstate  commerce  resulted  from  the  lower  state 
fares  and  charges. 

"When  Congress  terminated  federal  control  of  railroads  as 
a  war-time  measure,"  said  he,  "it  found  that  the  conditions  of 
the  railroad,  both  physically  and  financially,  required  new  legis- 
lation to  assure  the  public  against  a  transportation  breakdown. 
The  public  did  not  wish  government  ownership  and  the  alter- 
native was  to  give  new  powers  to  a  single  agency  which  would 
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be  responsible  to  the  country  for  the  rehabilitation  of  the  rail- 
roads in  the  public  interest.  These  powers  it  authorized  the 
Commission  to  exercise.  Among  them  was  the  power  for  the 
first  time  given  to  the  Commission  to  prescribe  state  rates  to 
remove  discrimination. 

"The  Commission,  on  investigation,  found  that  increased 
wages  and  other  costs  of  operation  necessitated  Increased  in- 
come. It  found  that  the  public  interest  required  Immediate 
increases  in  freight  and  passenger  rates  as  an  emergency 
measure. 

"Most  of  the  states  immediately  co-operated.  A  few,  like 
Wisconsin,  were  held  down  as  to  passenger  fares  by  arbitrary 
statutes.  The  Commission  had  no  alternative  in  these  cases  but 
to  raise  the  state  rates  itself.  Otherwise,  a  further  increase 
would  have  fallen  on  interstate  commerce  or  there  would  have 
been  a  breakdown  of  transportation. 

"Thirty-one  states  at  once  provided  the  full  measure  of  In- 
crease within  their  borders.  The  commissions  of  other  states 
granted  the  freight  increase,  but  could  not  act  as  to  passenger 
fares,  because  of  the  failure  of  legislatures  to  repeal  two-cent 
fare  laws.  The  recalcitrant  states  not  only  are  Injuring  inter- 
state commerce  and  the  transportation  systems  of  the  country, 
but  they  are  claiming  an  unfair  advantage  over  their  sister 
states  who  have  acted  liberally  in  the  public  interest.  Unless 
the  Commission  can  right  these  wrongs,  the  purpose  of  Congress 
to  assure  adequate  transportation  will  be  thwarted  and  the  old 
disastrous  rivalry  between  the  states  renewed  with  added  em- 
phasis. This  must  be  avoided. 

"There  can  be  no  doubt,  in  the  light  of  the  condition  of  the 
country,  of  the  power  of  Congress  and  the  Commission  thus  to 
protect  the  whole  commerce  of  the  country. 

"The  order  issued  by  the  Commission  in  the  Wisconsin  case 
is  simply  the  logical  outgrowth  of  the  decision  rendered  by  the 
Supreme  Court  of  the  United  States  in  the  so-called  Shreveport 
case,  in  which  the  court  held  that  federal  authority  extended 
over  state  rates  when  they  were  found  to  discriminate  against 
interstate  rates." 

The  views  of  the  state  commissions  that  have  joined  in  the 
attack  on  the  transportation  act  and  the  validity  of  the  Commis- 
sion's order  in  Ex  Parte  74  were  submitted  to  the  United  States 
Supreme  Court,  March  14,  by  John  E.  Benton,  general  solicitor 
for  the  National  Association  of  Railway  and  Utilities  Commis- 
sioners, in  oral  argument  in  the  Wisconsin  intrastate  rate  case. 

Mr.  Benton  contended  that  the  transportation  act  left  the 
Commission,  in  the  matter  of  removing  discrimination  against 
interstate  commerce,  exactly  where  it  was  before  that  legislation 
was  enacted.  He  discussed  the  legislative  history  of  those  sec- 
tions the  construction  of  which  are  involved  in  the  intrastate 
rate  cases.  Section  208-a,  he  said,  showed  that  Congress  did  not 
intend  that  the  Commission  was  to  have  complete  control  over 
intrastate  rates. 

In  reply  to  questions  from  the  court,  he  admitted  that  Con- 
gress had  extended  the  power  of  the  Commission  so  that  it  could 
prescribe  the  exact  rate  when  removing  discrimination  against 
interstate  commerce  and  said  that  that  was  a  proper  exten- 
sion of  power. 

Chief  Justice  White  asked  whether  Mr.  Benton's  argument 
did  wot  come  down  to  the  questions  of  whether  the  Commission 
had  made  a  proper  finding  In  the  Wisconsin  case  and  that  Its 
action  was  necessary  to  remove  discrimination  against  interstate 
commerce.  Mr.  Benton  contended  that,  although  the  Commis- 
sion had  stated  that  it  had  found  unjust  discrimination  against 
interstate  commerce,  the  "unjust  discrimination"  was  not  that 
within  the  meaning  of  the  law. 

It  would  be  difficult  to  imagine  a  more  complete  destruction 
of  the  power  of  the  states  over  intrastate  rates  than  that  ac- 
complished by  the  Interpretation  placed  on  the  transportation 
act  by  the  Commission,  if  It  should  be  sustained  by  the  court,  he 
said.  The  carriers  made  it  perfectly  clear,  he  said,  that  their  pur- 
pose in  construing  the  law  as  they  did  was  to  get  more  money. 
He  also  touched  on  the  constitutionality  of  the  act  as  interpreted 
by  the  Commission,  contending  that  under  that  interpretation 
Congress  exceeded  its  power,  as  it  could  not  take  from  the  states 
their  power  to  regulate  intrastate  rates. 

A.  P.  Thorn,  general  counsel  for  the  Association  of  Railway 
Executives,  in  his  oral  argument,  followed  the  reasoning  of  his 
brief,  to  which  reference  was  made  in  The  Traffic  World  of 
March  5,  p.  491.  He  reviewed  the  history  of  regulation  and  the 
flnal  decision  of  Congress  that  transportation  must  be  fostered 
and  promoted.  He  said  the  great  and  controlling  purpose  of 
Congress,  as  expressed  in  the  transportation  act,  was  that  there 
should  be  adequate  revenue  for  the  carriers  to  the  end  that  the 
transportation  systems  could  be  maintained  In  full  vigor. 

Argument  in  the  Wisconsin  intrastate  rate  case  was  con- 
cluded in  the  Supreme  Court  March  15,  Mr.  Thorn  finishing  his 
argument.  P.  J.  Farrell,  chief  counsel  for  the  Commission,  sub- 
mitted his  views  on  the  case,  following  the  reasoning  in  his 
brief.  Mr.  Olbrich  made  the  last  argument  In  behalf  of  the 
state  of  Wisconsin. 

It  is  not  regarded  as  likely  that  the  court  will  decide  the 
case  before  next  October.That  seemed  to  be  the  general  Im- 
pression of  counsel  on  both  sides.  The  New  York  and  Illinois 
cases  will  come  before  the  court  probably  at  this  term. 


ESCH   APPOINTMENT    BLOCKED 

Tht  Tnffie  World   tVttkimgtan  Bunt* 

Senator  LaPollette  blocked  confirmation  of  the  appointment 
of  Jonn  J.  Bach  as  a  member  of  the  Commission  March  14  In 
an  executive  session  of  the  Senate,  by  requesting  time  In  which 
to  file  a  minority  committee  report  against  the  confirmation.  This 
action  resulted  In  the  nomination  going  over  to  the  extraordi- 
nary session  which  President  Harding  has  announced  will  be 
called  for  April  11.  It  Is  believed  that  the  President,  however, 
will  name  Ksch  as  a  recess  appointee  to  serve  until  his  nomina- 
tion can  be  confirmed,  which  It  Is  expected  will  happen  eventu- 
ally regardless  of  LaFolletteSs  opposition. 

The  Senate,  In  executive  session.  March  12,  confirmed  the 
nomination  of  Commissioner  Mark  W.  Potter  to  fill  one  of  the 
two  new  commlsslonershlps  created  by  the  transportation  act, 
to  fill  which  he  was  first  appointed  by  President  Wilson,  but  not 
then  confirmed  by  the  Senate. 

Objection  by  Senator  LaFollctte  to  immediate  action  on  the 
nomination  of  John  J.  Esch  caused  that  nomination,  under  the 


JOHN  J.   ESCH 

rules,  to  go  over  for  consideration  at  the  session  for  the  dispatch 
of  executive  business  on  Monday,  March  14.  The  objection  by 
LaFolIette  was  expected.  At  the  time  the  Senate  adjourned  on 
March  12  it  was  the  idea  that  the  nomination  of  Esch  would  be 
confirmed  as  soon  as  LaFolIette  talked  himself  out.  There  was 
not  the  slightest  idea  that  LaFolIette  could  possibly  say  anything 
that  would  cause  any  Senator,  other  than  himself,  to  hesitate 
in  voting  for  the  confirmation  of  the  nomination.  How  long 
LaFolIette  might  talk,  or  what  he  might  say,  apparently  was 
of  no  interest  to  any  of  LaFollette's  colleagues.  They  assumed 
that  LaFolIette  would  carry  his  opposition  to  Esch,  in  the  Senate, 
just  as  he  had  carried  it  on  in  Esch's  district. 

This  delay  in  the  confirmation  of  Esch's  nomination  was 
in  the  form  of  objection  to  the  request  for  unanimous  consent 
to  take  up  the  favorable  report  of  the  committee  on  interstate 
commerce  and  vote  for  or  against  confirmation.  Under  the  rules 
of  the  Senate,  a  report  from  a  committee  on  a  nomination  must 
He  over  until  the  next  day,  unless  by  unanimous  consen*  It  is 
taken  up  for  immediate  consideration.  Under  that  rule  LaFol- 
Iette could  make  his  objection  and  it  was  sufficient  to  prevent 
confirmation. 

The  nominations  of  Commissioner  Potter  and  former  repre- 
sentative Esch  were  expected.  Commissioner  Potter,  In  the  few 
months  he  has  been  on  the  bench,  has  made  a  favorable  impres- 
sion. He  has  brought  to  the  discharge  of  his  duties  wide  infor- 
mation as  a  lawyer  and  experience  in  the  financing  of  railroads 
such  as  the  Commission  needs  because  Congress  has  placed  on 
it  the  duty  of  supervising  the  issuance  of  railroad  securities 
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and  the  construction  and  abandonment  of  railroads  or  parts  of 
railroads.  Inasmuch  as  he  was  chosen  as  a  Democrat,  by  a 
Democrat,  President  Harding  could  see  no  reason  for  substitut- 
ing his  own  judglment  for  that  of  the  head  of  the  Democratic 
party  when  Mr.  Potter  was  nominated. 

John  Jacob  Esch  was  regarded  as  a  certain  appointee  in  the 
event  of  the  election  of  Senator  Hardingk  from  the  time  of  his 
defeat  for  re-nomination  for  another  term  in  the  House  of  repre- 
sentatives in  which  he  completed  twenty-two  years  of  service  on 
March  4.  His  defeat  was  attributed  to  a  combination  of  hostility 
on  the  part  of  LaFollette,  organized  labor  and  those  who  think 
the  eighteenth  amendment  to  the  Constitution  is  a  blunder, 
chiefly  the  latter.  Esch  voted  for  the  bills  advocated  by  the 
dryest  of  the  drys. 

For  sixteen  years  railroad  regulation  legislation  and  John 
J.  Esch  have  been  practically  synonymous  terms.  In  1904  Esch 
and  Senator  Charles  E.  Townsend  of  Michigan,  then  a  young 
member  of  the  House,  framed  what,  two  years  later,  became 
known  as  the  Esch-Townsend  bill.  That  measure,  re-drafted  and 
somewhat  modified,  in  1906  was  re-introduced  in  the  House  by 
Representative  Hepburn  of  Iowa,  then  chairman  of  the  House 
committee  on  interstate  and  foreign  commerce,  and  passed,  thus 
becoming  what  to  many  has  been  known  as  the  Hepburn  law. 
The  law,  as  passed,  of  course,  was  the  work  of  many  men,  but 
Esch  was  a  conspicuous  figure  in  the  preparation  of  that  legisla- 
tion, even  as  he  was,  fourteen  years  later,  in  the  preparation  and 
passage  of  the  Esch-Cummins  law  of  1920,  technically  known  as 
the  transportation  act. 

When,  in  the  course  of  politics,  Esch  was  defeated,  those 
who  knew  what  he  had  been  doing  in  the  matter  of  railroad 
legislation  suggested  that  proper  recognition  for  his  services, 
especially  the  hard  physical  labor  of  holding  hearings  in  Wash- 
ington in  the  summer  of  1919  on  the  bill  which  became  the 
transportation  law,  would  be  appointment  to  the  Commission. 
President  Harding  agreed  with  those  who  made  such  sugges- 
tions. 

This  is  the  first  time  a  man  who  took  a  prominent  part  in 
the  framing  of  any  part  of  the  law  regulating  common  carriers 
by  railroad  has  been  appointed  to  a  place  on  the  Commission. 
The  late  Judson  C.  Clements,  for  so  many  years  a  member,  was 
in  the  House  when  the  original  Cullom  bill  was  passed  in  1887 
and  was  an  interested  member,  but  not  one  of  the  leaders.  The 
late  Francis  M.  Cockrell,  of  Missouri,  was  a  member  of  the 
Senate  when  many  of  the  important  additions  to  the  bill  were 
made.  Their  services,  however,  were  not  so  prominently  before 
the  public  eye  as  have  been  those  of  John  J.  Esch,  the  new  mem- 
ber. He  has  more  personal  knowledge  about  the  making}  of  the 
railroad  regulation  law  than  any  other  member. 

Mr.  Esch  was  born  at  Monroe,  Wis.,  March  20,  1861;  educated 
in  the  common  schools  of  Sparta,  Wis.,  and  the  university  of 
Wisconsin,  taking  his  classical  degree  in  the  latter  with  the  class 
of  1882.  Five  years  later  he  graduated  from  the  law  department 
of  the  same  university.  He  practiced  at  LaCrosse.  While  study- 
ing law  he  was  elected  city  treasurer  of  Sparta,  in  1885.  Other 
than  being  city  treasurer,  acting  judge  advocate  general  of  the 
state  guard  and  captain  of  the  militia  companies  in  Sparta  and 
LaCrosse,  Esch  has  held  no  office  other  than  that  of  representa- 
tive in  Congress.  He  came  to  Congress  in  1898  and  continued 
until  the  expiration  of  his  eleventh  term  in  1920. 

On  March  18  President  Harding  had  not  yet  given  Mr.  Esch 
a  recess  appointment. 

One  of  the  bits  of  information  or  near  information  at  the 
time  this  was  written  was  that  inter-mountain  senators  had 
agreed  on  Frank  Haganbarth  of  Salt  Lake  City  as  a  representa- 
tive on  the  Commission  from  that  part  of  the  country.  It  was 
represented  ,that  the  President  had  suggested  to  senators  from 
the  inter-mountain  country  that  if  they  could  agree  on  a  suitable 
man  he  would  be  nominated.  Haganbarth  is  said  to  be  their 
selection.  He  is  a  wool  merchant  and  flockmaster,  being  presi- 
dent of  one  of  the  large  wool  associations  of  the  country. 

Haganbarth  is  a  Republican  whose  activities  in  politics,  how- 
ever, have  been  subordinate  to  his  activities  as  a  business  man. 
If  and  when  he  is  appointed,  the  list  of  Republican  members  will 
be  complete  unless  the  President  should  hold  that  Commissioner 
Eastman  is  not  a  Republican.  He  has  been  rated  as  an  inde- 
pendent, which,  according  to  one  view  of  the  matter,  eliminates 
him  from  the  count  when  trying  to  keep  within  the  rule  of  the 
law  that  not  more  than  six  of  the  commissioners  shall  be  mem- 
bers of  the  same  political  party. 

Commissioner  Eastman's  appointment  has  been  attributed  to 
the  combined  efforts  of  Associate  Justice  Louis  D.  Brandeis  of 
the  Supreme  Court  and  Judge  George  W.  Anderson  of  the  federal 
bench  for  the  district  of  eastern  Massachusetts — both  Demo- 
crats. In  the  Commission's  files  he  has  been  rated  a  Republican. 
The  question  will  have  to  be  determined  by  the  President  and 
Senate,  if  and  when  the  President  undertakes  to  appoint  another 
Republican. 

That  question  may  become  one  of  more  than  ordinary  inter- 
est in  view  of  the  fact  that  there  seems  to  be  an  inclination  on 
he  part  of  those  interested  in  the  state  commissioners'  fight  for 
itention  of  power  over  rates,  to  get  behind  Chairman  E.  I. 
Lewis  of  the  Indiana  commission  as  the  candidate  of  the  state 


commissioners.  Some  of  them  are  Democrats  and  some  are  Re- 
publicans. In  the  fight  for  that  phase  of  states  rights,  first  at- 
tacked by  Louisiana,  that  is  bound  up  in  the  Commission's  inter- 
pretation of  sections  13  and  15a  of  the  interstate  commerce  law, 
they  have  not  divided  on  party  lines. 

Unless  the  President  should  hold  that  Eastman  is  not  a 
Republican,  the  nomination  of  Haganbarth  will  fill  the  quota  al- 
lotted by  the  law  to  the  majority  party.  Determination  by  the 
President  that  Eastman  is  not  a  Republican  will  mean  that 
when  his  term  expired,  if  all  those  who  are  his  seniors  are  re- 
appointed,  he  cannot  be  reappointed. 


SHIPPING  BOARD  APPOINTMENTS 

The  Traffic   World  Washington  Bureau 

While  it  is  understood  that  President  Harding  has  made  up 
his  mind  as  to  three  or  four  of  the  appointments  on  the  United 
States  Shipping  Board,  he  is  still  undecided  as  to  the  chairman- 
ship of  the  board.  The  fact  that  he  was  not  able  to  make  a 
definite  decision  as  to  the  chairmanship  resulted  in  the  Senate 
adjourning  the  special  session  which  was  held  for  the  purpose 
of  passing  on  nominations. 

The  President,  it  was  reported,  considered  offering  the  chair- 
manship to  James.  A.  Farrell,  president  of  the  United  States  Steel 
Corporation,  but  after  a  conference  with  the  President,  Mr.  Far- 
rell said  the  place  had  not  been  offered  to  him  and  that  he  could 
not  accept  if  it  were  offered.  R.  A.  C.  Smith,  former  dock  com- 
missioner of  New  York,  who  has  large  interests  in  the  United 
Fruit  Company,  also  has  been  considered  for  the  chairmanship, 
it  is  understood. 

President  Harding  discussed  the  Shipping  Board  situation 
with  Mr.  Farrell  and  also  with  Frank  C.  Munson,  president  of 
the  Munson  Steamship  Line.  Mr.  Munson  said  the  President 
was  giving  consideration  to  the  question  of  reorganizing  the 
board  with  the  possibility  of  transferring  some  of  its  functions 
to  the  Department  of  Commerce. 

The  possibility  of  Admiral  Benson  being  retained  as  chair- 
man or  as  a  member  of  the  board  has  also  been  considered  by 
the  President,  it  is  understood.  The  Admiral's  views  on  the 
merchant  marine  act  and  the  repeal  of  Panama  Canal  tolls  on 
American  vessels  have  been  brought  to  the  attention  of  the 
President. 

A  place  on  the  board  probably  will  be  offered  to  former 
Senator  George  Chamberlain  of  Oregon.  It  is  also  understood 
that  serious  consideration  has  been  given  to  Joshua  Alexander, 
former  secretary  of  commerce;  Robert  A.  Dean,  special  assistant 
to  Admiral  Benson;  Frederick  I.  Thompson,  newspaper  publisher 
of  Mobile,  Ala.,  who  served  as  a  recess  appointee  of  the  board; 
Admiral  Harris,  and  Charles  Forbes  of  Spokane,  Wash.  William 
M.  Allen  of  New  Orleans,  who  has  been  active  in  the  affairs 
of  the  Mississippi  Valley  Association,  is  being  urged  for  a  place 
on  the  board. 

Pending  the  appointment  of  a  new  Shipping  Board  by  Presi- 
dent Harding,  Admiral  Benson,  by  authority  of  the  President, 
will  "continue  to  function  as  though  the  board  were  fully  organ- 
ized," and  assert  his  "full  authority  under  the  law."  The  quo- 
tations are  from  a  letter  sent  by  the  President  to  Admiral  Benson 
as  the  result  of  the  former  being  advised  that  the  uncertain 
status  of  Benson's  position  was  interfering  with  the  authorization 
of  necessary  expenditures  by  the  board.  President  Harding's 
letter  follows: 

"Word  has  come  to  me  that  there  is  some  embarrassment 
relating  to  disbursements  on  behalf  of  the  Shipping  Board  be- 
cause of  the  temporarily  unorganized  state  of  the  board. 

"I  am  writing  to  reaffirm  my  previous  request  that  you  con- 
tinue to  function  as  though  the  board  were  fully  organized,  and 
assert  your  full  authority  under  the  law. 

"I  would  like  you  to  immediately  advise  department  heads, 
disbursing  authorities  or  other  agencies  of  the  board  to  function 
in  a  normal  way  and  be  confident  of  the  support  of  the  Execu- 
tive in  meeting  the  exigencies  which  arise.  I  cannot  believe  it 
the  intention  of  the  Congress  to  make  possible  a  situation  under 
which  the  board  ceases  to  function,  even  though  but  one  commis- 
sioner were  on  duty. 

"I  would  like  to  be  assured  of  your  full  understanding  of 
this  official  request  and  will  be  confident  of  your  compliance 
therewith." 

The  letter,  written  under  date  of  March  11  and  made  public 
late  that  day,  was  regarded  by  some  as  an  indication  that  no 
Shipping  Board  nominations  would  be  sent  to  the  Senate  imme- 
diately by  the  President.  None  went  forward  on  March  12  and 
the  Senate  was  expected  to  adjourn  its  special  session  March  14. 

After  the  letter  had  been  made  public.  Admiral  Bfnson  said 
he  would  exercise  full  authority  over  Shipping  Board  affairs,  but 
that  he  would  not  do  anything  that  might  prove  embarrassing 
to  the  incoming  board. 

A.  E.  Sessions,  of  Chicago,  president  of  the  Sessions 
Engineering  Company,  who  Is  understood  to  be  a  candidate  for 
a  place  on  the  Shipping!  Board,  conferred  with  President  Harding 
late  March  16.  He  declined  to  discuss  what  had  taken  place  in 
the  conference. 
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II.  H.  Haymond,  head  of  the  Clyde  Steamship  Company,  con- 
ferred briefly  with  the  President,  March  17. 

Joseph  N.  Teal,  of  Portland,  Ore.,  who  served  on  the  Ship- 
ping Board  as  a  recess  appointee,  left  for  his  home  March  17. 
He  resigned  as  a  trustee  of  the  Emergency  Fleet  Corporation, 
and  R.  H.  Bailey,  assistant  to  Admiral  Benson,  chairman  of  the 
board,  was  elected  in  his  place. 

Guy  D.  Ooff,  who  also  served  on  the  board  as  a  recess  ap- 
pointee, has  been  appointed  as  an  assistant  attorney-general. 
He  also  Is  a  trustee  of  the  Emergency  Fleet  Corporation  and 
will  continue  to  serve  in  that  capacity,  Admiral  Benson  said, 
until  the  new  Shipping  Board  has  qualified.  The  trustees  of  the 
Kniorgency  Fleet  Corporation  are  elected  by  the  members  of  the 
Shipping  Board  and  the  practice  has  been  for  the  Shipping  Board 
members  to  serve  as  the  trustees,  although  anyone  may  be  elected 
as  a  trustee. 

Commissioner  Donald,  who  was  a  member  of  the  board  be- 
fore he  was  appointed  as  a  recess  appointee,  with  Admiral  Ben- 
son, is  acting  as  an  official  member  of  the  board,  the  chairman 
said,  on  the  theory  that  the  merchant  marine  act  contemplated 
that  the  members  of  the  board  in  office  when  that  act  was  passed 
should  remain  in  office  until  the  full  board  of  seven  members 
provided  for  in  the  act  has  qualified. 

HARDING'S  CO-OPERATION  SOUGHT 

Tht   Traffic   World    Washington  Bureau 

President  Harding's  co-operation  In  the  efforts  of  the  Missis- 
sippi Valley  Association  to  develop  inland  waterways,  extend 
the  American  merchant  marine  through  the  creation  of  new 
overseas  trade  routes  from  uncongested  southern  ports,  and  the 
continuation  of  equal  export  freight  rates  from  central  western 
states  to  both  south  and  north  Atlantic  ports  was  sought  March 
11,  in  a  letter  addressed  to  the  President  by  Harry  H.  Merrick 
of  Chicago,  president  of  the  organization. 

Mr.  Merrick's  letter,  which  was  delivered  to  President  Hard- 
ing by  Senator  Ransdell  of  Louisiana,  as  the  representative  of 
Congressional  delegations  from  Mississippi  Valley  territory,  In- 
formed Mr.  Harding  that  the  twenty-seven  states  of  the  Missis- 
sippi Valley  region  were  jointly  striving  to  obtain  the  following 
objectives: 

First,  the  completion  of  the  demonstration  of  the  practical  econ- 
omy of  inland  waterway  transportation  through  the  operation  of  the 
Mississippi-Warrior  Barge  Lilies,  initiated  by  the  people  of  the  val- 
ley, and  put  into  operation  by  the  federal  government,  and  the  de- 
velopment of  an  adequate  inland  waterway  system  of  transportation 
through  the  completion  of  the  principal  channel  projects; 

Second,  the  continued  development  by  the  U.  S.  Shipping  Board, 
under  Section  7  of  the  Merchant  Marine  Act,  1920.  of  overseas  trade 
routes  from  uncongested  Southern  ports,  thus  enabling  shippers  from 
the  middle  West  to  utilize  any  port  through  which  they  may  move 
products  with  the  greatest  economy  and  efficiency; 

Third,  the  continuation  of  the  justified  export  rail  rates  from  the 
Central  v/estern  States  to  Southern  ports  on  a  parity  with  the  rates 
to  North  Atlantic  ports,  as  developed  by  the  United  States  Railroad 
Administration. 

"At  a  meeting  of  the  board  of  directors  of  the  Mississippi 
Valley  Association,  held  in  St.  Louis,"  Mr.  Merrick  wrote  the 
President,  "I  was  directed  to  bring  these  facts  to  your  atten- 
tion. We  want  you  to  know  our  hopes  and  endeavors,  and,  in 
the  interest  of  the  welfare  of  this  great  region,  we  ask  your 
sympathy  and  co-operation." 


BENSON  FOR  MARINE  ACT 

The  Traffic   World  Washington  Bureau 

Admiral  Benson,  chairman  of  the  Shipping  Board,  has  come 
out  in  favor  of  free  toll  for  vessels  of  American  registry  passing 
through  the  Panama  Canal  and  rigid  enforcement  of  all  sections  of 
the  merchant  marine  act,  particularly  Sections  28  and  34,  the 
former  relating  to  preferential  rail  rates  for  freight  brought  to  or 
from  the  United  States  in  American  bottoms  and  the  latter  to  the 
repeal  of  commercial  treaties  interfering  with  the  United  States 
imposing  discriminating  duties  on  foreign  shipping. 

"To  scrap  this  piece  of  wise  legislation,"  said  Admiral  Ben- 
son, referring  to  the  merchant  marine  act,  "is  a  step  in  the 
wrong  direction  and  one  so  fraught  with  serious  consequences 
as  to  warrant  strong  protests  from  those  who  believe  in  a  mer- 
chant marine.  Of  course,  some  difference  of  opinion  may  be 
found  as  to  several  features  of  the  administrative  side  of  the 
law.  Whether  the  board  should  have  seven  or  five  members  or 
only  one  is  a  matter  upon  which  men  may  differ  without  doing 
great  harm  to  the  big  constructive  features  of  the  act.  But  to 
give  serious  thought  to  scrapping  the  act  in  its  entirety  is  play- 
ing into  the  hands  of  our  foes — our  most  deadly  foes — the  men 
who,  masking  as  Americans  interested  in  the  marine,  are  play- 
ing the  game  for  the  foreign  steamship  interests  they  repre- 
sent. 

"I  .want  to  be  put  on  record  as  heartily  in  favor  of  the  ma- 
rine act  of  1920  in  its  present  shape  until  it  has  had  a  fair  chance 
to  show  what  it  can  do.  The  enforcement  of  all  its  sections  must 
be  the  acid  test.  I  am  unalterably  opposed  to  any  movement 
which  purposes  taking  the  teeth  out  of  this  law.  The  enforce- 
ment of  Section  28,  Section  34  and  several  other  sections,  all 
having  in  mind  the  upbuilding  of  our  marine,  must  be  given  a 


fair  and  square  test  before  any  one  be  allowed  to  nmoko  screen 
the  Issue  by  way  of  an  Investigation  long  drawn  out  and  given 
to  the  bearing  of  testimony  of  Rome  who  have  ulterior  motive* 
when  they  appear  upon  the  witness  stand.  That  Is  a  strong 
statement.  But  It  is  true.  It  U  also  true  that  if  the  public  bad 
been  allowed  to  see  some  of  those  who  stood  In  the  background 
a  good  deal  of  the  Hllmy  trail  of  slander  would  be  explained 
today. 

"The  country  faces  a  trying  period.  H  Is  one  In  which  many 
men  will  be  tried.  But  when  the  aim  Is  straight  and  the  coun- 
try is  bent  upon  accomplishing  a  result,  that  aim  counts  every 
time  In  America.  Our  aim  to  have  a  merchant  marine  Is  straight 
and  sure;  It  Is  almost  a  realization.  But  there  are  many  prob- 
lems which  must  be  considered. 

"I  believe  that  the  lifting  of  the  Panama  Canal  tolls  In 
favor  of  our  ships  engaged  in  coastwise  trade  is  a  mighty  good 
thing  and  will  accomplish  much.  I  believe  that  when  our  foreign 
friends  engaged  in  competition  learn  that  we  mean  to  do  away 
with  unjust  discriminations  against  our  merchant  marine  they 
will  help  accomplish  that  result.  A  good  reason  for  the  enforce- 
ment of  Section  28  and  Section  34  will  be  found  If  they  do  not 
see  the  handwriting  on  the  wall  and  act  accordingly.  I  believe 
above  all  that  when  our  American  friends  of  foreign  bottoms 
learn  that  we  mean  business  and  that  the  merchant  marine  act 
of  1920  will  have  a  fair  trial  before  any  attempt  is  made  to 
change  it,  they  will  change  the  tune  of  their  song." 

CONTRACT  WITH  STEAMSHIP  CO. 

The  Traffic  World  Washington  Bureau 

The  Shipping  Board  has  under  consideration  the  question 
of  revising  its  contract  with  the  U.  S.  Mall  Steamship  Company 
under  which  the  steamship  company  took  over  a  number  of  the 
ex-German  vessels  that  were  confiscated  by  the  United  States 
when  war  was  declared  on  Germany.  Officials  of  the  company 
have  submitted  to  the  board  that  under  existing  conditions  they 
could  not  operate  the  ships  at  a  profit  and  that  they  should 
have  more  favorable  terms  than  those  contained  in  the  original 
contract. 

The  steamship  company,  under  the  contract,  agreed  to  pay 
a  charter  rate  of  $3.50  a  deadweight  ton  a  month  for  the  ships 
and  to  recondition  them  for  service  at  its  own  expense.  Now 
they  ask  a  reduction  in  the  charter  rate  and  also  that  the  board 
share  the  expense  of  reconditioning  the  ships,  about  fifteen  In 
number. 

Admiral  Benson  said  that  the  board  probably  would  have 
to  agree  to  a  modification  of  the  contract  and  possibly  to  re- 
condition some  of  the  ships.  The  company  was  requested  to 
submit  a  definite  proposal  as  to  revision  of  the  contract. 

Possibility  of  restrictions  being  placed  on  immigration  to 
the  United  States  from  European  countries  was  advanced  by 
the  company  as  one  of  the  reasons  why,  under  the  existing 
contract,  it  would  not  be  able  to  operate  the  ships  at  a  profit. 
The  bill  passed  by  the  last  Congress  restricting  immigration 
was  vetoed  by  President  Wilson,  but  it  is  expected  that  efforts 
to  put  through  the  measure  at  the  next  session  of  Congress  will 
be  made. 


FRANCE   ASKS   REPARATION 

The  Traffic  World   Washington  Bureau 

Twenty-five  complaints,  some  with  distinct  docket  numbers 
and  some  listed  under  prior  numbers,  made  by  Emile  C.  Diede- 
rich,  as  director  of  administrative  service  in  the  United  States 
in  behalf  of  the  Republic  of  France,  were  made  public  by  the 
Commission  March  15.  They  are  part  of  the  mass  of  formal 
complaints  asking  for  reparation  for  unreasonable  storage 
charges  imposed  under  federal  control,  filed  with  the  Commission 
in  the  last  days  of  the  year  of  grace  allowed  shippers,  after  the 
end  of  federal  control,  for  filing  their  claims. 

Thus  far  France  has  filed  forty-eight  complaints  or  sub- 
numbers  of  complaints.  The  amount  involved,  when  all  have 
been  docketed,  it  has  been  estimated,  will  be  about  $2,000,000. 
The  twenty-five  pieces  of  paper  made  public  March  15  ask  for 
reparation  amounting  to  about  $559,000. 

All  these  claims  grow  out  of  the  things  the  railroads  did  dur- 
ing the  war  to  meet  the  desires  of  the  allies  and  of  the  United 
States  to  funnel  the  vast  tonnage  of  munitions  through  Atlantic 
ports.  The  congestion  in  the  fall  of  1917  and  the  early  part  of 
1918  was  so  great  that  cars  were  unloaded  along  the  railroad 
right-of-way  all  the  way  from  New  York  back  to  Harrlsburg. 
Pa.,  along  the  rails  of  the  Pennsylvania  alone.  Other  trunk  lines 
were  as  severely  congested. 

In  a  broad  way  the  claims  allege  that  while  the  freight  was 
unloaded  and  stored  on  the  ground,  especially  in  and  around 
New  York  Harbor,  the  Railroad  Administration  collected  storage 
charges  as  high  as  would  have  been  imposed  had  the  goods  been 
unloaded  into  warehouses.  Some  of  the  complaints  have  gone 
to  hearing.  In  one  of  them  the  attorneys  for  the  Railroad  Ad 
ministration,  by  implication,  criticized  the  attorneys  for  Dlede- 
rlch  on  the  ground  that  it  was  not  ethical  for  them  to  have  made 
an  arrangement  whereby  they  would  get  expenses  and  a  certain 
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percentage  of  the  amount  of  money  recovered  from  the  Railroad 
Administration,  as  if  there  were  something  wrong  about  an  in- 
dustrial traffic  manager  if  he  called  the  attention  of  a  shipper 
to  the  fact  that  he  had  paid  an  illegal  or  unreasonable  rate,  and 
then  made  an  arrangement  whereby  the  traffic  man  and  the 
traffic  lawyer  received  compensation,  measured  by  the  amount 
of  recovery. 

The  Commission  paid  no  attention  to  that  criticism,  the 
examiner  proceeding  on  the  assumption  that  the  only  question 
to  be  decided  by  the  Commission  was  whether  the  charges  im- 
posed for  storage  on  the  ground  along  the  right-of-way  were 
reasonable  or  in  accordance  with  the  tariffs,  and  not  a  sporting 
proposition  as  to  whether  the  United  States  government,  as  the 
operator  of  the  railroads,  could  charge  France  more  than  the 
legal  rate,  and  get  away  with  a  bit  of  illegality. 

The  clerks  in  charge  of  the  filing  of  the  complaints  have 
not  yet  dug  out  of  the  papers  sent  to  the  Commission  the  last 
days  of  February  all  the  complaints  filed  by  France.  The  esti- 
mate as  to  the  amount  of  reparation  that  will  be  demanded  is 
based  on  what  the  representatives  of  Diederich  have  told  the 
Commission's  staff  handling  the  routine  of  filing  and  docketing. 


JAPANESE  SHIPPING  SITUATION 

Trade  Commissioner  Halleck  A.  Butts,  stationed  at  Tokyo, 
Japan,  in  a  report  to  the  Department  of  Commerce,  reviewed 
the  Japanese  shipping  and  shipbuilding  situation  as  follows: 

The  recent  fall  in  prices  of  vessels  has  caused  the  cancellation  of 
many  contracts.  It  is  considered  advantageous  to  pay  compensation 
for  canceled  contracts  and  to  make  new  ones.  Construction  costs  are 
now  roughly  estimated  at  100  yen  per  ton  for  cargo  boats.  During 
December  three  steamers  aggregating  10,650  tons  were  launched  from 
as  many  shipyards.  The  Nippon  Yusen  Kaisha  has  recently  placed 
an  order  for  the  construction  of  three  10,000-ton  steamers. 

At  present  there  is  no  particular  protection  for  the  shipbuilding 
industry,  although  assistance  of  some  sort  is  needed.  The  government 
in  considering  this  phase  seems  to  be  inclined  toward  abolishing  the 
import  duty  on  steel,  timber,  machinery  and  other  shipbuilding 
accessories  that  are  difficult  of  production  in  Japan. 

Charter  rates  continue  to  show  a  slight  decline,  though  the  cost 
of  operation,  which  in  some  cases  is  even  now  underrated,  must 
prevent  a  further  lowering  of  quotations.  At  the  opening  of  the  year 
round-the-world  service  was  quoted  at  3.80  yen  per  ton  per  month; 
to  Suez  and  points  east  thereof,  3.50  yen;  to  North  America  and 
return,  3.50  yen;  to  Europe,  3.30  yen;  and  on  eastern  oriental  routes, 
2.90  to  3.60  yen.  The  close  of  the  month  reflected  changes  in  the 
round-the-world  service  and  oriental  routes,  quotations  for  the 
respective  routes  being  30  sen  and  50  sen  cheaper.  Only  two  charters 
were  reported,  one  steamer  of  1,200  tons  for  three  months'  coastal 
service  at  2.80  yen  per  ton  per  month,  and  one  steamer  of  3,600  tons 
for  six  months'  ocean  voyage  at  3.60  yen.  Two  old  ships  of  1,850  tons 
and  2,031  tons  changed  hands  in  January  at  a  price  of  70  yen  per  ton. 
The  Osaka  Shosen  Kaisha  reports  new  round-the-world  service,  the 
route  to  be  to  Calcutta,  via  Suez  to  the  Atlantic,  to  New  Orleans,  via 
Panama  to  Portland,  and  return  to  Japan.  Dead-weight  tonnage  tied 
up  as  of  January  1  is  estimated  at  150,000  tons.  Of  this  amount  there 
were  16  steel  ships  and  2  wooden  ships  of  more  than  1,000  tons  each. 
It  Is  quite  safe  to  say  that  idle  tonnage  is  now  in  excess  of  18,000  tons. 

The  Osaka  Shosen  Kaisha  declared  a  dividend  of  15  per  cent  for 
the  last  half  of  1920.  President  Hori,  in  recommending  the  payment 
of  such  a  dividend,  stated  that  even  though  the  shipping  situation 
should  fail  to  improve  for  several  years,  that  the  company  had  suffi- 
cient resources  to  maintain  a  dividend  of  10  per  cent.  The  valuation 
of  the  company's  vessels  is  now  124  yen  per  ton.  When  the  new 
ships  to  be  delivered  the  first  half  of  this  year  are  taken  into  account, 
the  average  valuation  will  be  134  yen  per  ton. 


MARINE  WORKING  AGREEMENTS 

The  Traffic  World   Washington  Bureau 

Admiral  Benson  in  a  telegram  to  the  Pacific  Steamship  As- 
sociation March  16  advised  against  arbitrary  action  by  either 
side  in  the  effort  to  reduce  operating  expenses. 

The  marine  working  agreements  on  the  west  coast  having 
been  terminated  by  30  days'  notice  given  to  the  labor  unions  by 
the  operators  and  steamship  owners  on  the  west  coast,  the 
Shipping  Board  was  asked  to  join  in  a  notice  to  the  labor  unions 
of  a  reduction  and  a  change  in  working  conditions  effective  im- 
mediately. 

"Admiral  Benson,  however,  believing  that  the  subject  could 
be  better  approached  in  a  spirit  of  co-operation  and  fairness  and 
that  some  method  might  be  worked  out  with  labor  whereby  to 
meet  the  present  industrial  depression,  sent  wire  to  the  steam- 
ship operators  urging  that  the  matter  be  handled  in  a  broad  man- 
ner," said  the  board  in  a  statement. 

"It  is  hoped  by  the  Shipping  Board  that  the  men  affected 
will  realize  the  necessity  for  the  strictest  economy  in  all  de- 
partments and  will  meet  with  the  employers  in  a  spirit  of  co- 
operation, always  keeping  in  mind  the  maintenance  of  a  perma- 
nent American  merchant  marine." 


CONDITIONS  AT  HAVANA 

A  cablegram  from  Consul-General  Hurst,  Havana,  dated 
March  9,  states  that  there  were  55  American  vessels  in  Havana 
Harbor,  as  compared  with  52  the  week  before.  "During  the  past 
week,"  says  the  Department  of  Commerce,  "12  foreign  and 
45  American  vessels  cleared  for  American  ports.  It  is  reported 
by  the  customs  authorities  that  500,000  packages  were  dispatched 
during  the  past  week,  as  compared  with  643,700  the  previous 
week.  Through  the  efforts  of  the  special  port  supervisor,  Col. 
Despaigne,  who  Is  strictly  enforcing  the  removal  of  all  mer- 


chandise from  the  jurisdiction  of  the  custom  house  within  the 
time  specified  by  the  regulations,  decongestion  of  the  harbor 
and  custom  house  has  been  practically  accomplished.  Importa- 
tions have  declined  to  a  considerable  extent,  due  to  the  business 
and  financial  crisis,  and  clearance  of  the  wharves  has  been 
greatly  aided.  When  the  former  intensity  of  shipping  is  again 
resumed,  possibly  some  congestion  may  result,  but  it  will  not 
become  serious  if  the  present  management  is  followed,  although 
until  the  equipment  of  the  harbor  has  been  materially  increased 
there  will  always  be  danger  of  congestion. 

"Arrangements  are  being  made  by  the  Port  of  Havana  Dock 
Company  for  the  construction  between  the  San  Francisco  and 
Havana  central  wharves  of  a  large  new  dock.  Representatives 
of  American  exporters  are  advised  to  protect  themselves  from 
losses  on  merchandise  which  has  been  refused  or  unclaimed, 
and,  so  far  as  possible,  it  is  suggested  that  future  shipments 
be  made  in  bottoms  for  which  sufficient  space  for  docking  or 
other  facilities  for  unloading  have  been  provided.  To  illustrate 
the  improvement  in  harbor  conditions,  the  fact  is  noted  that  a 
well-known  American  steamship  company  has  resumed  its  full 
Havana  service." 


INCREASE  IN  OCEAN  TRAFFIC 

The  Traffic   World   Washington  Bureau 

Indications  of  an  upward  trend  in  the  ocean  shipping  situa- 
tion have  been  reported  to  Admiral  Benson  by  officials  of  the 
division  of  operations  of  the  Shipping  Board.  Traffic  is  increas- 
ing and  requests  are  being  made  for  additional  ocean  tonnage, 
Admiral  Benson  said. 

Seventy-seven  per  cent  of  6,088  seamen  who  shipped  on 
Shipping  Board  vessels  in  February  were  American  citizens, 
Admiral  Benson  said,  in  commenting  on  the  efforts  of  the  board 
to  build  up  100  per  cent  American  crews. 

The  board  issued  the  following  statement  relating  to  the 
activities  of  the  investigating  division: 

"It  was  announced  that  a  report  has  been  received  from 
the  head  of  the  investigating  division  showing  that  since  the 
old  division  was  reorganized  under  Frank  Burke  as  Chief  of  the 
Bureau  of  Investigation,  the  expenses  have  been  cut  one-half 
and  more  indictments  against  parties  attempting  to  defraud  the 
government  secured  as  a  result  of  increased  efficiency.  Accord- 
ing to  the  report  since  the  reorganization  ordered  by  the  chair- 
man more  than  double  previous  indictments  have  been  secured. 

"The  majority  of  the  indictments  were  lor  offenses  com- 
mitted many  months  ago  and  some  time  previous  to  the  re- 
organization of  this  bureau.  It  is  very  gratifying  to  make  public 
this  information." 


CUSTOMS  REGULATIONS  AMENDED 

Angus  W.  McLean,  Assistant  Secretary  of  the  Treasury,  in 
charge  of  the  customs  branch,  has  issued  the  following  notice 
to  all  collectors  of  customs  and  others  concerned: 

"The  department's  attention  has  been  called  to  a  recent 
opinion  of  the  United  States  Circuit  Court  of  Appeals,  Second 
Circuit,  affirming  a  decision  by  the  United  States  District  Court 
for  the  Southern  District  of  New  York  in  the  case  of  United 
States  vs.  Wells  Fargo  &  Co.,  being  an  action  for  the  recovery 
of  a  balance  of  duties  due  on  an  importation  of  merchandise 
in  the  name  of  the  defendant  company  on  an  indorsed  mer- 
chandise receipt  issued  by  the  Canadian  Express  Company.  A 
verdict  was  directed  for  the  defendant  on  the  ground  that  such 
merchandise  receipt  is  not  a  bill  of  lading  or  the  equivalent 
of  a  bill  of  lading  within  the  meaning  of  paragraph  B,  section 
III,  tariff  act  of  October  3,  1913. 

"The  second  paragraph  of  article  219,  Customs  Regulations 
of  1915,  is  therefore  amended  to  read  as  follows: 

Where,  as  in  the  case  of  express  companies,  it  is  the  practice  to 
issue  shipping  receipts  in  lieu  of  bills  of  lading,  such  receipts  may 
not  be  accepted  for  the  purpose  of  entry  except  by  the  person  named 
therein,  and  entry  will  not  be  permitted  by  the  holder  of  such  a  receipt 
transferred  by  indorsement." 


SHIPPING   BOARD  COAL   BIDS 

The  United  States  Shipping  Board,  March  14,  announced  the 
rejection  of  all  bunker  coal  bids  received  on  February  28,  1921. 
"In  explanation  of  this  action,  the  chairman  stated  that,  although 
some  of  the  bids  received  were  considered  attractive,  he  did  not 
wish  to  embarrass  the  new  board  by  making  any  contracts  of  thia 
magnitude,"  said  a  statement  by  the  board.  "The  chairman 
further  stated  that  he  considered  this  action  could  be  safelj 
taken  at  this  time  without  loss  to  the  government  in  view  of  the 
present  low  price  of  'spot'  bunker  coal,  but  that  in  order  to  pro- 
tect the  board's  future  requirements,  he  had  directed  that  bids 
be  reinvited  so  that  they  would  be  available  for  prompt  decision 
by  the  new  board  when  appointed.  It  was  also  pointed  out  that 
failure  to  definitely  dispose  of  the  bids  received  was  working  a 
hardship  on  the  coal  industry  by  tying  up  a  considerable  tonnage 
which  might  be  otherwise  disposed  of  to  advantage." 
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LOSS  AND  DAMAGE  CLAIMS 

(SiMli    Ol  MiiMi'li    fur   Tin     TiMlllr    W.irM    l,v    C      II 

I 'i.  I  I'M -li.i 

One  of  the  factors  that  enter  Into  the  loss  and  damage  situa- 
tion very  materially,  particularly  in  the  middle  west  and  south- 
western states,  and  one  about  which  there  are  great  differences 
of  opinion,  is  the  loss  and  damage  paid  on  live  stock.  This  Is 
;<  class  of  claims  about  which  little  is  understood,  except  by 
ilmsi'  handling  the  claims  for  the  transportation  line  and  the 
people  immediately  interested  in  the  live  stock  business;  conse- 
quently anything  that  may  be  said  with  respect  to  the  loss  and 
damage  situation,  so  far  as  it  refers  to  live  stock,  will  perhaps 
be  of  limited  interest;  but,  on  account  of  the  amounts  of  money 
paid,  as  well  'as  the  great  number  of  disputed  questions  arising 
in  connection  with  these  claims,  a  loss  and  damage  series  of 
articles  would  be  incomplete  without  at  least  touching  on  this 
subject. 

The  payments  on  live  stock  for  1920  by  the  principal  car- 
riers in  the  United  States  approximate  three  million  dollars 
and  represent  nearly  4  per  cent  of  the  entire  loss  and  damage 
account.  These  payments,  however,  were  made  on  the  basis 
of  prices  that  were  the  highest  in  many  years,  and  perhaps, 
do  not  properly  reflect  what  claims  on  live  stock  ordinarily 
amount  to  under  normal  market  conditions. 

Our  claims  on  live  stock  are  rougihly  divided  into  two  gen- 
eral classes — those  filed  on  special  purpose  animals  (breed,  show 
and  exhibition),  and  stock  shipped  for  immediate  slaughter  and 
feeders  or  stockers. 

Under  the  first  classification  we  come  in  contact  with  our 
really  artistic  claims,  as  we  are  dealing  under  this  heading  with 
racing  horses,  ranging  from  a  few  hundred  dollars  up  to  many 
thousands,  and  the  prize  winners  at  the  various  fat  stock  shows 
and  throughout  the  country,  whose  sale  values  are  almost  un- 
believable to  the  layman.  Although  it  is  customary  to  ship  such 
animals  in  a  somewhat  different  manner  from  the  common  herd, 
they  are,  nevertheless,  subjected  to  the  ordinary  hazards  met 
with  in  any  journey,  and  where  the  outturn  at  destination  de- 
velops bruises,  strains,  broken  limbs,  or  illness  it  is  generally 
necessary  for  the  transportation  lines  to  show  an  almost  perfect 
record  of  handling  in  order  to  excuse  themselves  from  responsi- 
bility. 

Where  any  damage  does  occur  to  these  high  grade  animals 
the  question  of  claim  adjustment  is  difficult  to  solve  and  fre- 
quently there  are  long  drawn  out  controversies  in  connection 
therewith,  largtely  owing  to  the  fact  that  it  is  rather  hard  for 
the  transportation  representative  to  appreciate  the  effect  on  a 
high  bred  animal  of  what,  to  him,  appears  to  be  an  unimportant 
injury.  This  is  particularly  true  in  connection  with  show 
animals  that  are  as  nearly  one  hundred  per  cent  perfect  as  it 
is  possible  to  get  them.  Where  such  a  one  is  even  slightly 
scarred  or  disfigured  the  damage  resulting  so  far  as  its  show 
value  is  concerned,  is  out  of  all  proportion  to  the  actual  in- 
jury and  it  is  easily  understood  how  far  apart  the  owner  and 
the  claim  agent  generally  are  in  trying  to  fix  an  amount  satis- 
factory to  both  parties  in  the  adjustment  of  claims.  It  is  un- 
doubtedly in  recognition  of  this  fact  that  the  framers  of  the 
second  Carmack  amendment  provided  for  a  higher  transporta- 
tion rate  on  animals  of  this  description,  and  practically  every 
claim  department  in  the  country  has  had  more  or  less  disastrous 
experiences  in  connection  with  accidents  to  this  class  of  live  stock. 
Each  year,  after  the  big  international  live  stock  exhibition 
at  Chicago  has  been  held  and  the  show  animals  have  been  safely 
returned  to  their  homes,  the  claim  fraternity  heaves  a  sigh  of 
relief,  as  the  potential  possibilities  from  a  claim  standpoint  in- 
volved in  the  transportation  of  the  stock  exhibited  at  this  show 
are  almost  beyond  comprehension,  and  the  small  number  of 
injuries  and  accidents  that  occur  to  this  great  movement  of 
live  stock  annually  is  certainly  a  credit  to  transportation  lines 
that  handle  it  and  indicates  with  what  care  this  movement  is 
organized  and  carried  out  by  the  various  lines  involved  in  its 
handling. 

The  great  bulk  of  our  claims  on  live  stock  accrue  on  the 
shipments  of  ordinary  stock  consigned  to  market  either  for 
slaughter  or  for  reshipment  as  feeders  and  stockers,  and  it  is 
principally  in  connection  with  this  class  of  stock  that  we  are, 
therefore,  concerned.  By  far  the  greater  portion  of  ordinary  live 
stock  claims  arise  on  account  of  delay  in  transit'  which  results 
in  the  stock's  failure  to  arrive  in  time  for  the  market  for  which 
it  is  intended,  and  I  venture  an  assertion  that  fully  90  per  cent 
of  all  claims  on  ordinary  live  stock  are  based  primarily  on  this 
account,  although  there  are  many  other  claim  features  that 
enter  into  the  total,  particularly  the  claims  for  animals  that 
die  or  are  crippled  in  transit  through  any  one  of  a  number  of 
causes;  but  the  great  majority  of  our  claims  have  the  feature 
of  delay  as  a  foundation. 

Practically  all  public  live  stock  markets  in  this  country 
operate  along  the  same  general  lines,  open  for  trading  around 
7  a.  m.,  and  close  early  in  the  afternoon,  and  in  building  sched- 
ules for  the  handling  of  live  stock  trains  at  most  markets,  trans- 
portation lines  have  aimed  to  time  the  arrival  of  such  trains 
only  a  relatively  short  time  previous  to  the  opening  of  the  mar- 
ket. This  is  made  necessary,  in  fact,  on  account  of  the  necessity 


of  the  stock  for  one  day's  market  arriving  at  least  some  little 
time  after  the  close  of  the  previous  day's  market.  On  account 
of  limited  pen  capacity  it  would  manifestly  be  Impossible  to 
pen  one  day's  arrivals  of  live  stock  on  the  afternoon  previous 
on  account  of  the  pens  being  occupied  at  that  time  by  the  cur- 
i'nt.  day's  business,  and,  as  Indicated  above,  the  schedules  bare 
generally  been  arranged  with  a  view  to  the  stock  arriving  at 
destination  in  the  early  morning  hours  of  the  day.  This  arrange- 
ment, naturally,  creates  a  situation  at  the  producing  points, 
where  more  than  one  line  Is  available,  of  the  line  that  adver- 
tises later  loading  hours  getting  the  business,  and,  as  a  con- 
sequence, the  schedules  providing  for  the  movement  of  live 
stock  have  from  time  to  time  been  shortened  until  this  traffic 
must  move  with  the  regularity  of  a  passenger  train  In  order  to 
avoid  the  missing  of  the  market  for  which  It  is  Intended,  which 
inevitably  results  in  claims. 

There  are  many  operating  features  in  connection  with  the 
handling  of  this  business  that  make  it  one  of  the  items  that 
must  ^  be  kept  constantly  in  the  foreground  and  require  24 
hours'  supervision  every  day,  or  from  the  time  the  empty  equip- 
ment is  requested  until  the  loaded  trains  are  pulled  up  to  the 
unloading  chutes  at  the  terminal  markets;  and,  incidentally,  the 
furnishing  of  the  empty  equipment  is  no  small  feature  of  this 
business,  and  especially  in  the  early  fall  months,  when  the  peak 
load  of  this  business  is  moving,  and  it  is  almost  as  essential  to 
handle  the  trainloads  of  empty  cars  westbound  into  the  pro- 
ducing districts  without  delay  as  it  is  to  expedite  the  movement 
eastbound  of  loaded  trains.  These  empty  cars,  in  addition  to 
being  handled  with  dispatch,  must  receive  careful  attention,  In 
that  refuse  and  filth  must  be  removed  and  car  prepared  with 
satisfactory  bedding  for  the  new  load,  the  doors  must  be  looked 
over  to  see  that  all  fastenings  are  intact,  defective  planking  in 
the  car  floors  remedied,  and,  most  important  of  all,  the  running 
gear  examined  to  insure  against  hot  boxes  developing,  thereby 
causing  costly  delays  on  the  trips  to  market. 

The  loading  of  the  stock  is  seldom  possible  where  more 
than  two  or  three  cars  are  loaded  at  a  station,  except  with  the 
assistance  of  the  engine  to  spot  the  cars,  and  at  the  smaller 
station  this  is  done  by  the  train  picking  up  the  stock,  which 
necessitates  considerable  hurrying  and  confusion  in  an  effort 
to  avoid  unnecessarily  delaying  the  train. 

The  entire  transaction  of  getting  the  empties  to  the  loading 
station,  properly  preparing  them,  reloading  them  and  getting 
the  stock  to  market,  requires  the  closest  co-operation  by  the 
shipper,  the  attendants  in  charge,  and  everyone  connected  with 
its  movement  on  the  railroads;  and  I  do  not  know  but  that  the 
co-operation  of  the  weather  man  is  perhaps  as  important  as  any 
other  involved,  for  the  weather  conditions,  especially  in  the  late 
fall  and  winter  months,  enter  largely  into  this  problem,  and  a 
schedule  that  is  easily  made  in  the  warm  months  of  the  year 
without  any  particular  difficulty  becomes  almost  impossible 
where  snow  conditions  and  below  zero  temperatures  are  en- 
countered. 

When,  on  account  of  carrier's  negligent  delay,  live  stock 
arrives  at  the  terminal  market  too  late  for  sale  on  the  day  of 
its  advertised  arrival,  the  claim  for  damage  that  follows  is 
based,  first,  on  the  difference  between  the  market  values  for 
that  class  of  stock  on  the  day  it  should  have  arrived,  as  against 
the  market  on  which  it  sold,  provided  there  is  a  decline;  in 
addition  to  which,  in  late  years,  there  has  been  added  claim 
for  extra  shrinkage,  extra  feed,  and  depreciation  in  value  on 
account  of  emaciation,  shrunken  condition,  etc.,  and  the  oppor- 
tunities for  controversy  in  connection  with  almost  every  item 
that  enters  into  a  live  stock  claim  are  practically  endless. 

In  the  computation  of  the  market  value  on  the  day  the  ship- 
ment should  have  arrived,  we  are  confronted  with  the  propo- 
sition of  determining  under  what  classification  the  particular 
animals  in  dispute  would  come.  This  cannot  be  determined  by 
their  weight  alone,  neither  is  it  possible  to  reach  this  conclusion 
from  the  account  sales,  showing  what  it  actually  sold  for,  and 
there  is  naturally  a  considerable  argument  over  this  feature 
alone  in  the  adjustment  of  these  claims. 

If  the  question  of  market  decline  is  one  that  is  open  to 
controversy,  what  shall  we  say  in  connection  with  the  question 
of  extra  shrinkage,  depreciation  in  value  on  account  of  appear- 
ance, etc.?  Opinions  on  this  question  range  from  that  of  expert 
veterinarians,  who  have  stated  in  my  hearing  that  a  steer  prop- 
erly fed  and  watered  before  shipment  will  carry  for  70  hours 
before  there  is  any  tissue  or  meat  shrink  whatever,  to  state- 
ments made  by  live  stock  shippers  in  connection  with  claims 
filed  that  a  24-hour  delay  in  transit  under  some  conditions  will 
result  in  an  extra  shrinkage  above  the  ordinary  shrinkage  con- 
templated of  from  50  pounds  to  75  pounds  per  head  on  steers 
averaging  from  1,000  to  1,200  pounds  each;  and  between  this 
wide  variation  of  views  the  claim  agent  is  obliged  to  draw  his 
conclusions,  as,  unfortunately,  it  is  the  rare  exception  to  the 
rule  that  live  stock  Is  actually  weighed  at  the  shipping  point; 
and  even  where  home  weights  are  taken  the  question  of  what 
the  ordinary  and  customary  shrinkage  would  have  been  in  transit 
is  always  a  disputable  question. 

On  the  long-haul  stock,  which,  under  federal  regulations.  Is 
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obliged  to  feed,  water  and  rest  in  transit  at  least  each  28  hours 
or  36  hours,  where  shipper  so  elects,  the  care  of  the  stock  in 
unloading  and  reloading,  as  well  as  the  quality  of  the  feed  and 
the  amount  of  water  furnished,  is  another  item  that  furnishes 
a  basis  for  claims  or  is  involved  where  shipments  are  delayed 
and  claims  result. 

There  was  a  serious  effort  put  forth  under  federal  control 
toward  standardizing  as  much  as  possible  this  class  of  claims, 
and  several  joint  conferences  were  held  at  which  there  was  a 
large  representation  from  live  stock  interests,  and  at  one  stage 
of  the  proceedings  it  seemed  that  there  might  be  a  standard 
rule  adopted,  satisfactory  both  to  carriers  and  shippers,  espe- 
cially in  connection  with  the  shrinkage  problem;  but,  unfor- 
tunately, differences  of  opinion  arose  that  resulted  in  the  pro- 
posed rule  being  disapproved,  and  the  question  at  this  time  seems 
to  be  as  far  from  unanimous  action  as  ever. 

If  live  stock  was  generally  weighed  at  the  home  station  just 
before  being  placed  on  board  cars,  there  would  be  little  room 
for  controversies,  as  the  normal  shrinkage  in  transit,  where  no 
delays  occur,  could  easily  be  shown,  and  then,  when  there  was 
a  negligent  and  unreasonable  delay  for  which  carrier  assumed 
responsibility,  the  difference  between  the  ordinary  or  average 
shrinkage  and  the  shrinkage  on  the  shipment  in  question  could 
be  correctly  used  as  a  basis  for  that  part  of  the  claim.  This 
was  clearly  demonstrated  to  the  writer  some  time  ago  when 
one  of  our  western  agricultural  colleges  had  a  shipment  of  hogs 
negligently  delayed  in  transit  and  filed  a  claim  for  extra  shrink- 
age on  that  account.  It  was  able  to  support  this  claim  by  fur- 
nishing a  statement  of  all  its  previous  shipments,  covering  a 
range  of  three  years,  none  of  which  had  been  delayed  in  transit, 
and  on  which  the  average  shrinkage  per  animal  had  not  varied 
more  than  one-half  of  one  per  cent.  This  average  shrinkage, 
therefore,  was  a  proper  basis  on  which  to  figure  what  the  excess 
shrinkage  had  been  on  the  shipment  that  was  delayed,  and  there 
was  absolutely  no  controversy  in  connection  with  the  particular 
claim.  It  was  allowed  on  the  showing  made,  and  I  have  never 
been  able  to  understand,  in  view  of  the  never-ending  controversy 
over  this  one  particular  feature,  why  more  of  our  shippers  do 
not  keep  a  permanent  and  accurate  record  of  home  weights 
compared  to  destination  weights,  showing  what  their  average 
shrinkage  is  under  ordinary  conditions,  which  should  ordinarily 
furnish  a  reasonable  basis  to  determine  extra  shrinkage  in  case 
of  negligent  and  unreasonable  delays  in  transit.  This  plan  might 
not  be  practical  in  a  case  of  range  cattle  or  range  sheep,  but 
aside  from  those  classes  it  would  seem  that  most  shippers  of 
live  stock  could  arrange  to  maintain  such  a  record,  and  I  am 
sure  it  would  be  well  worth  their  trouble  in  avoiding  delays  in 
settlement  of  claims. 

The  question  of  difference  in  market  price  will  always  re- 
main an  open  question  subject  to  proof  on  the  part  of  claimant, 
but  I  believe  this  feature  is  a  great  deal  easier  to  dispose  of 
than   the   shrinkage   feature,   which   has   been   described   above. 
The   only   other   really   large   feature   in   our   ordinary   live 
stock  claims  is  that  covering  animals  dying  in  transit,  particu- 
larly hogs,  and  this  is  largely  confined  to  a  very  short  period 
in   the  early  summer  months,  or  about  the   time   the  first   ex- 
tremely hot  weather  arrives,  generally  late  in  May  or  early  in 
June.     As  an  indication  of  how  serious  this  matter  becomes  at 
times,  I  found  as  high  as  twenty  dead  hogs  in  one  car  last  year 
and  in  the  aggregate  the  loss  from  this  source  in  a  season   not 
only  from  the  point  of  view  of  claims,  but  from  the  point  of 
view  of  foodstuffs  needlessly  wasted,   is   tremendous.     To   give 
an  idea  of  what  this  amounts  to,  I  need  only  say  that  the  num- 
ber of  dead  hogs  alone  arriving  at  the  Union  Stock  Yards   Chi- 
cago, the  season  of  1920,  was  19,597,  and  at  an  average  weight 
of  200  pounds  each,  which  is  perhaps  none  too  high,  this  means 
a  loss  of  3,919,400  pounds  of  pork.     That  this  deadage  of  hogs 
in  transit  is  really  an  unnecessary  waste  is  clearly  shown  by  the 
fact  that  shippers  who  understand  how  to  prepare  hogs  for  ship- 
ping run  along  year  in  and  year  out  with  scarcely  a  single  loss 
We  have  one  shipper  in  particular  on  our  line  in  eastern  Iowa 
who  has  been  shipping  on  an  average  of  from  15  to  30  carloads 
?uWe.e.i  for  a  number  of  years,  most  of  which  are  consigned  to 
the  Atlantic  seaboard,  which  is  an  unusually  long  haul  for  live 
hogs,  and  his  losses  from  death  in  transit  are  practically  nil 
These  results  have  been  obtained   by  proper  feeding  prior 
to  shipment,  careful  preparation  of  the  car  with  respect  to  a 
cool  bed  of  cinders  or  sand,  well  saturated  with  cold  water   and 
by  taking  extra  precautions  to  avoid  overheating  or  unduly  ex- 
:ing  the  animals  in  the  process  of  loading,  and  last,  but  not 
ist,  only  loading  as  many  animals  as  the  car  will  comfortably 
Tm  other  words,  avoiding  overcrowding.    A  large  number 
shippers  throughout  Iowa  and  Minnesota  succeeded  in  avoid- 
any  deaths  last  season  by  either  hanging  several  cakes  of 
in  gunny  sacks  from  the  ceiling  of  the  car,  or  placing  a 
number  of  large  cakes  of  ice  promiscuously  through  the  car  on 
but    regardless  of  how  carefully  the  car  is  prepared 
with  respect  to  a  cool,  clean  bed  of  sand  or  cinders  and  ice   as 
above  un  ess  the  hogs  themselves  are  handled  intelligently  jus? 

J  f±",1R>  T??re,18  likely  to  be  unnecessary  loss  from 
i  in  transit.    It  is  the  custom  of  all  lines  in  this  territory— 


at  least  in  warm  weather — to  shower  the  hogs  at  frequent  inter- 
vals in  transit,  and  this,  of  course,  is  very  helpful ;  but  no  amount 
of  showering  will  overcome  the  bad  conditions  at  the  starting 
point.  While  this  loss  by  death  in  transit  is,  as  indicated  above, 
a  rather  insignificant  proportion  of  the  entire  loss  and  damage 
on  live  stock,  it  is  such  a  flagrant  and  unnecessary  wastage  of 
good  food  product  that  too  much  cannot  be  said  about  the  sev- 
eral methods  of  prevention. 

The  prevention  of  the  great  bulk  of  live  stock  claims,  how- 
ever, can  be  suggested  in  one  sentence — namely,  prepare  thick 
schedules  that  can  be  maintained  under  the  various  weather 
conditions  likely  to  be  met  with  throughout  the  year,  and  then 
arrange  to  maintain  them.  This  will  dispose  of  ninety  or  ninety- 
five  per  cent  of  our  live  stock  claims. 


ILL.  SOUTHERN  TAKEN  OVER 

The  Traffic  World  Washington  Bureau 

The  Missouri-Illinois  Railroad  Company,  which  was  organ- 
ized recently  to  take  over  the  property  of  the  Illinois  Southern 
Railway,  has  been  authorized  by  the  Commission  to  acquire 
and  operate  that  property. 

"The  line  of  railroad  in  question,"  the  Commission  said,  "ex- 
tends from  Salem,  Marion  county,  Illinois,  in  a  general  south- 
westerly direction  through  the  counties  of  Marion,  Clinton,  Wash- 
ington, Perry  and  Randolph,  in  Illinois,  to  the  east  bank  of  the 
Mississippi  River,  where  trains  are  ferried  across  that  river  by 
a  steam  barge;  then  through  Ste.  Genevieve  and  Ste.  Francois 
counties  in  Missouri  to  Bismarck,  Mo.  This  line,  with  its 
branches,  covers  a  total  distance  of  133.41  miles,  and  was  oper- 
ated continuously  for  20  years  or  more,  up  to  about  a  year  ago. 
At  that  time  the  property  was  in  the  hands  of  a  receiver  and 
operation  thereof  was  discontinued  by  order  of  the  court.  In 
October,  1920,  a  decree  of  foreclosure  was  entered,  directing  the 
sale  of  the  property,  fixing  no  price,  but  reserving  the  right 
to  reject  all  bids  based  on  scrap  value.  At  the  sale  the  property 
was  bid  in  by  a  representative  of  the  bondholders  for  $725,000, 
the  next  highest  bid  being  $700,000,  which  bid  was  made  by  junk 
dealers.  The  bid  for  the  bondholders  was  also  made  on  the  basis 
of  scrap  value  and  with  the  intention  of  dismantling  the  prop- 
erty. Subsequently,  however,  cprtain  interested  snippers  whose 
properties  are  located  on  the  line  3-nd  who  are  entirely  dependent 
upon  it  for  service,  brought  about  the  organization  of  the  appli- 
cant and  offered  $900,000  for  the  property,  agreeing  to  operate 
it  for  at  least  ten  years,  that  stipulation  being  imposed  by  the 
court  as  a  condition  for  confirming  the  sale.  The  applicant  pro- 
poses to  issue  $1,800,000  par  value  of  common  .stock  in  exchange 
for  the  property  and  $300,000  of  bonds,  the  proceed?  of  the  bonds 
to  be  used  for  additions  and  betterments  only.  Such  bonds  have 
already  been  subscribed  for  by  interested  shippers.  The  stock, 
except  qualifying  shares,  will  be  owned  by  six  corporations  oper- 
ating lead  mines  to  be  served  by  the  line  in  question. 

"The  region  traversed  by  this  line  is  well  populated,  and  it 
reaches  a  number  of  communities  which  are  not  served  by  any 
other  carrier.  The  chief  industries  in  the  territory  to  be  served 
are  farming,  dairying,  lumbering  and  coal  and  lead  mining,  all 
of  which  are  well  established.  The  most  important  connection  is 
with  the  Mississippi  River  and  Bonne  Terre  Railroad  near  Bis- 
marck, affording  a  direct  route  for  the  transportation  of  coal 
from  southern  Illinois  to  the  lead  mines  in  southeastern  Mis- 
souri." 

The  original  cost  of  construction  of  the  line,  the  Commission 
said,  was  said  to  have  been  $7,000,000.  It  said  further  that  in  the 
present  proceeding  it  was  not  required  to  pass  on  the  capitaliza- 
tion of  the  new  company  nor  on  the  present  value  of  the  prop- 
erty. 

'It  is  enough  to  say  that  the  property  is  capable  of  affording 
a  needed  service,  and  we  think,  therefore,  that  the  applicant 
should  be  given  opportunity  to  render  that  service,"  the  Com- 
mission said. 

The  Commission  reserved  for  later  consideration  a  request 
of  the  applicant  that  certain  of  its  officers  and  directors  be  per-  . 
mitted  to  hold   similar  positions   in   the   Mississippi   River   and 
Bonne  Terre  Railroad  Company. 


NEW   CUNARDER    LAUNCHED 

The  Cunard  Line  announces  the  successful  launching  March 
11  of  the  new  Cunarder  "Antonia"  from  the  yards  of  Messrs. 
Vickers,  Limited,  Barrows-in-Purness,  England.  The  Antonia 
is  538  feet  long  over  all  with  a  beam  of  65  feet,  depth  of  43  feet 
and  a  gross  tonnage  of  13,000  tons.  She  will  have  accommoda- 
tions for  1,700  cabin  and  third-class  passengers.  The  Antonia 
is  the  first  of  a  series  of  six  vessels  which  the  company  is  con- 
structing to  carry  cabin  and  third-class  passengers  only.  She 
is  also  the  fifth  ship  of  the  thirteen  new  vessels  included  in 
the  Cunard  post-war  building  program  to  be  launched.  The 
Antonia,  like  her  four  predecessors,  is  an  oil  burner  with  a 
single  funnel,  thus  providing  greatly  increased  space  for  pas- 
senger accommodiation  above  that  usually  afforded  on  a  ship 
of  her  tonnage.  The  Cunard  Line  also  expects  to  announce 
shortly  the  launching  of  the  Laconia  and  Ausonia. 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporter!  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  Weat  Publishing  Co.) 


LOSS  OF  OR   INJURY  TO  GOODS 

Damage  to  Shipment    Resulting  from    Improper  Icing  of   Refrig- 
erator Car: 

(Supreme  Court  of  Arkansas.)  Evidence  held  to  sustain 
verdict  against  carrier  for  damage  to  shipment  of  vegetables 
caused  by  improper  icing  of  refrigerator  car. — Chicago,  R.  I.  & 
P.  Ry.  Co.  vs.  Walker  &  Haley,  227  S.  W.  Rept.  12. 

Proof  of  damage  to  a  shipment  of  vegetables  raised  the  pre- 
sumption of  negligence,  and  the  burden  rested  on  the  carrier  to 
overcome  that  presumption. — Ibid. 

Where  vegetables  were  damaged  in  transit  by  failure  of  car- 
rier to  properly  ice  the  car,  the  measure  of  damages  was  the 
difference  between  the  market  value  in  the  undamaged  condition 
of  the  commodity  and  the  market  value  of  its  damaged  condition. 
—Ibid. 

TRANSPORTATION   AND   DELIVERY   BY  CARRIER 

Delivery  of  Coal  to  Carrier  Not  Delivery  to  Carrier  for  Customer 

Where  Taken  Under  Priority  Contract: 

(Circuit  Court  of  Appeals,  Third  Circuit.)  Loading  coal  on 
cars  of  defendant  railroad  company  by  a  coal  company  at  its 
mine  and  giving  the  conductor  shipping  orders  directing  that 
the  cars  be  taken  to  the  scale  station,  to  which  point  only  cars 
were  moved  on  the  shipping  orders,  and  where  they  were  con- 
signed and  waybills  issued,  and  that  they  be  there  consigned 
to  plaintiff,  a  contract  customer,  held  not  a  delivery  of  the  coal 
to  defendant  as  carrier  for  plaintiff,  which  was  not  present  and 
had  no  part  in  the  transaction,  where  defendant  had  a  contract 
with  the  coal  company  for  fuel  coal,  giving  it  the  right  of  pri- 
ority over  all  other  orders,  and  under  which,  pursuant  to  its 
terms,  defendant  took  the  coal  for  its  own  use  and  notified  the 
coal  company  of  its  action. — Phoenix  Portland  Cement  Co.  vs. 
Baltimore  &  Ohio  R.  Co.,  269  Fed.  Rept.  136. 

DELAY  IN  TRANSPORTATION  OR  DELIVERY 

Delay    in    Delivering   Telegraph    Message — Mental   Anguish   from 

Incarceration   in  Jail    Held   Recoverable: 

(Court  of  Civil  Appeals  of  Texas,  Galveston.)  Mental  an- 
guish from  being  incarcerated  in  jail  can  be  recovered  for  neg- 
ligent delay  in  delivering  telegram,  the  incarceration  being  the 
direct  and  proximate  result  of  the  delay;  and  hot  only  the 
message,  "Detained  here,  wire  me  $30  at  once,  send  care  of 
chief  of  police,"  being  sufficient  on  its  face  to  give  notice  of 
its  importance  and  the  probable  injury  to  the  sender  from  delay, 
but  the  company's  agent  having  several  times,  in  season  to  pre- 
vent delay,  been  told  of  the  importance  of  the  telegram  and 
urged  to  try  and  have  it  delivered.— Western  Union  Telegraph 
Co.  vs.  Oakley,  227  S.  W.  Rept.  211. 

Evidence  in  action  for  delay  in  delivering  telegram  held  to 
show  suffering  of  mental  anguish  from  incarceration  in  jail  as 
a  result  of  the  delay,  though  the  fact  of  such  suffering  was  not 
stated  in  exact  words. — Ibid. 
Removal  of  Causes — Notice  to  Adverse  Party  Necessary: 

Cause  is  not  removed  to  the  federal  court,  so  as  to  deprive 
the  state  court  of  jurisdiction  to  allow  filing  of  amended  petition 
presenting  a  cause  not  removable,  by  presentment  to  the  state 
court  of  a  sufficient  application  and  bond,  prior  notice  of  intent 
not  having  been  given  the  adverse  party,  as  required  by  the 
federal  statute.— Ibid. 
Assignment  of  Error  Must  Be  Supported  by  Statement: 

Assignment  of  error  to  admission  of  telegram,  over  objec- 
tion, which  refers  to  or  mentions  no  bill  of  exceptions,  cannot 
be  sustained,  not  being  supported  by  the  statement  thereunder, 
which  does  not  show  what  objection  was  made,  nor  that  any 
exception  was  taken. — Ibid. 

BILLS   OF   LADING 

Bill  of  Lading  Admitting   Receipt  of  Case  of  Clothes  Held   Not 
Admission   of  Receipt  of  Particular  Article: 
(Court    of    Appeals    of    New    York.)     Carrier's    admission 
through    bill    of    lading    that   it  had   received   "one   case  clo. 
(clothes)"  did  not  amount  to  an  admission  they  had  received  a 
certain  number  of  knee  pants  of  a  fixed  value,  for  which,  on  non- 
delivery, recovery  could  be  had  by  consignor.— Dworkwitz  vs. 
New  York  Cent.  R.  Co.,  129  N.  E.  Rept.  650. 
Bill    of    Lading    Held    Not   to   Admit    Receipt   of   Any    Specified 
Goods: 

A  bill  of  lading,  reciting  "the  property  described  in  apparent 
good  order,  except  as  noted  (contents  and  condition  of  contents 
of  packages  unknown)  one  case  clo.  (clothes),"  was  not  an  ad- 
mission of  receipt  of  any  specified  goods. — Ibid. 


CARRIAGE  OF   LIVE  STOCK 

Carrier  of  Live  Stock  May  Be  Liable  ex  Delicto  Notwithstanding 

Shipping  Contract: 

(Supreme  Court  of  North  Dakota.)  In  an  action  against  a 
carrier  for  negligence  in  caring  for  cattle  shipped  over  Its  line, 
where  the  defense  was  based  upon  the  terms  of  a  shipping 
contract,  It  is  held:  The  carrier  may  be  held  liable  for  neg- 
ligence In  an  action  ex  dellcto,  and  there  Is  no  failure  of  proof 
where  there  Is  sufficient  evidence  to  prove  breach  of  duty,  and 
no  substantial  ground  of  error  where  It  appears  that  the  carrier 
was  given  the  benefit  of  the  valid  and  applicable  limitations  In 
the  shipping  contract. — Werner  vs.  United  States  Railway  Ad- 
ministration et  al.,  181  N.  W.  Rept.  80. 
Carrier  Not  Relieved  of  Reasonable  Care  as  to  Feeding,  Etc., 

by  Contract  Provision  for  Attendants: 

Where  the  carrier  knows  that  no  one  Is  accompanying  live 
stock  carried  by  it,  it  owes  the  duty  of  exercising  reasonable 
care  in  feeding,  watering  and  shipping,  and  It  Is  not  relieved 
of  that  duty  by  a  provsion  in  the  contract  to  the  effect  that  the 
shipper  will  furnish  one  or  more  attendants. — Ibid. 
Instructions  to  Jury  Relative  Delay  Held  Proper: 

For  reasons  stated  in  the  opinion,  it  is  held  that  the  Instruc- 
tions to  the  Jury  were  proper. — Ibid. 
Judgment  Reduced  by  Value  of  Animal   Not  Dying  as  Result  of 

Negligence: 

The  evidence  being  insufficient  to  show  that  the  death  of  an 
animal  occurring  a  few  days  after  arrival  at  destination,  due 
to  disease,  was  proximately  caused  by  any  negligence  of  the 
carrier,  and  the  value  of  the  animal  being  established  by  undis- 
puted evidence,  the  judgment  is  reduced  to  the  extent  of  the 
value  of  the  animal  and,  as  so  reduced,  affirmed. — Ibid. 
Carrier  Assuming  Care  of  Stock  for  Which  Shipper  was  to 

Provide  Attendant  Was  Liable  for  Negligence: 

(Supreme  Court  of  North  Dakota.)  In  an  action  against  a 
carrier  for  damages  sustained  in  a  live  stock  shipment,  where 
there  is  evidence  in  the  record  that  milch  cows  were  shipped  In 
good  condition,  and  where,  although  shipment  was  made  under 
a  live  stock  contract  which  provided  for  an  attendant  to  ac- 
company the  cows,  nevertheless,  there  is  evidence  in  the  record 
from  which  the  jury  might  find  that  the  company  became  aware 
that  the  cows  were  not  attended,  and  thereupon  furnished,  feed, 
care  and  attention  to  such  cows,  it  is  held,  pursuant  to  the 
findings  of  the  jury,  that  the  carrier  thereupon  assumed  a  duty 
and  was  liable  for  its  negligence  in  the  performance  thereof. — 
Sailer  vs.  United  States  Railway  Administration  et  al.,  181  N.  \V. 
Rept.  57. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF    COMMON    CARRIERS 

Evidence   Not  Presented  to  Commission   May   Be  Considered  on 

Second  Trial   After   Reversal   of   Decree   in    Suit  to    Enforce 

Award  of  Commission: 

(Circuit  Court  of  Appeals,  Third  Circuit.)  Where  a  judg- 
ment against  a  railroad  company  in  a  suit  to  enforce  an  award 
of  damages  by  the  Interstate  Commerce  Commission. for  dis- 
crimination was  reversed  by  the  Supreme  Court  on  the  ground 
of  the  insufficiency  of  the  evidence  to  sustain  the  award  of  the 
Commission,  and  the  case  remanded  for  a  new  trial,  the  court 
on  the  second  trial  may  properly  admit  additional  evidence,  not 
only  such  as  was  taken  before  the  Commission,  but  the  testimony 
of  new  witnesses. — Pennsylvania  R.  Co.  vs.  Weber,  269  Fed. 
Rept.  111. 
Siding  Agreement — Contract  Releasing  Railroad  for  Liability  for 

Fire  Held  Not  Against  Public  Policy: 

(Court  of  Appeals  of  Maryland.)  An  agreement,  in  consid- 
eration of  advantages  and  benefits  to  accrue  to  an  industrial  con- 
cern by  reason  of  the  location  and  operation  by  the  railroad  of 
a  siding,  to  indemnify  and  save  harmless  the  railroad  against 
loss  or  damage  by  fire  to  cars  or  contents  standing  upon  the 
siding,  and  to  release  the  railroad  from  all  claims  for  damages 
to  property  by  fire,  is  not  void  as  against  public  policy. — Adams- 
town  Canning  &  Supply  Co.  vs.  Baltimore  &  O.  R.  Co.,  112  Atlan- 
tic Rept.  286. 

Where  a  company,  which  was  not  a  valid  corporation  by 
reason  of  failure  to  pay  bonus  tax,  entered  into  an  agreement 
with  a  railroad  to  hold  the  railroad  harmless  for  loss  by  fire  in 
consideration  for  the  location  of  a  siding,  and  the  property  was 
taken  over  by  its  supposed  stockholders  and  a  new  corporation 
organized  to  remedy  the  legal  consequences  of  the  failure  to 
pay  the  bonus  tax  on  the  capital  stock  of  the  original  company 
and  to  vest  title  in  the  new  corporation  In  the  property,  and 
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such  new  corporation  knew  about  the  siding  agreement  and 
acted  upon  It,  and  received  the  benefits  therefrom,  it  was 
estopped  to  deny  the  existence  of  such  siding  agreement. — Ibid. 
Specific  performance  of  a  contract  cannot  be  obtained  in  a 
court  of  law,  but  is  one  exclusively  within  the  province  of  a 
court  of  equity. — Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and   Digests  of  National  Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Ratification  of  Change  in  Charter  Party: 

(Circuit  Court  of  Appeals,  Fifth  Circuit.)  Where  a  charter 
party,  after  being  signed  by  the  charterer,  was  changed  before 
it  was  signed  by  the  owner,  so  as  to  provide  that  charterer 
should  pay  freight  on  a  stated  tonnage,  whether  loaded  to  full 
capacity  or  not,  but  charterer's  attention  was  called  to  the 
change  while  the  vessel  was  loading,  and  notified  that  loading 
would  stop  unless  it  was  agreed  to,  his  permitting  the  loading 
to  proceed  without  objection  held  a  ratification  of  the  change, 
and  to  estop  him  from  denying  liability  thereunder. — The  Doon. 
Petit  vs.  Turner,  269  Fed.  Rept.  117. 

Carrier   May  Admit   Liability  for  Damages  Occasioned   by   Neg- 
ligence: 

(Supreme  Court,  Appellate  Term,  First  Dept.)  A  carrier 
may  limit  its  liability  for  damages  occasioned  by  its  own  neg- 
ligence by  a  contract  fairly  made  with  the  shipper  agreeing 
on  a  valuaton  of  the  property  carried,  with  the  rate  of  freight 
based  on  the  condition  that  the  carrier  assumes  liability  only 
to  the  extent  of  the  agreed  valuation.— Achille  Starace  &  Co., 
Inc.,  vs.  Raporel  S.  S.  Line,  Inc.,  et  al.,  186  N.  Y.  Supp.  130. 

A  clause  in  a  bill  of  lading  that  unless  a  higher  value  be 
stated  the  value  of  the  goods  does  not  exceed  $100  per  package, 
itself  constitutes  a  statement  that  the  rates  are  based  upon 
a  valuation  of  $100,  and  constitutes  notice  that  if  the  shipper 
desires  to  place  a  higher  valuation  on  the  goods  shipped  he 
must  pay  a  higher  rate,  and  casts  the  burden  upon  a  shipper 
suing  for  loss  of  goods  to  show  that  there  was  no  alternative 
in  existence,  or  that  he  was  refused  an  alternative  rate  by  the 
carrier. — Ibid. 

A  shipper,  who  has  been  in  the  export  business  for  several 
years,  undoubtedly  knew  that  a  bill  of  lading,  delivered  by  a 
steamship  company  for  a  shipment  to  a  foreign  port,  contained 
covenants  and  conditions  which  were  intended  to  constitute  the 
terms  upon  which  the  shipment  was  delivered  and  received,  and 
the  steamship  company  could  not  be  deprived  of  the  benefit  of 
a  clause  therein,  limiting  liability  to  $100  per  package,  simply 
because  the  shipper  did  not  choose  to  read  the  contract  or 
acquaint  himself  with  its  terms. — Ibid. 
Steamship  Company  Not  Required  to  File  Tariff  with  Interstate 

Commerce  Commission: 

A  shipment  from  the  city  of  New  York  to  Port  au  Prince 
in  the  republic  of  Haiti,  was  not  an  interstate  shipment,  and 
the  carrier  was  not  required  to  file  any  tariff  with  the  Interstate 
Commerce  Commission. — Ibid. 


ATTORNEY  FEE  UNNECESSARY 

The  Traffic   World  Washington  Bureau 

Discovery  by  the  Commission  that  the  New  Mexico  Central, 
a  railroad  less  than  120  miles  long,  that  operates  one  train  on 
alternate  days,  had  paid  an  attorney  $28,935.71  for  work  in  con- 
nection with  its  claim  for  reimbursement  for  deficits  accruing 
in  the  twenty  months  it  was  not  under  federal  control,  as 
provided  by  section  204  of  the  transportation  law,  has  caused 
it  to  take  at  least  one  step  toward  warning  short  lines  claiming 
the  benefit  of  section  204  that  they  do  not  need  to  employ  ex- 
pensive counsel,  if  any,  to  obtain  what  is  their  due  under  that 
part  of  the  law. 

Disclosure  that  such  a  payment  had  been  made  was  made 
In  a  letter  by  Thad  S.  Slaughter,  auditor  of  the  road,  asking 
that  he  be  permitted  to  charge  the  sum  to  the  profit  and  loss 
account,  rather  than  to  the  operating  expense  accounts.  The 
Commission,  on  March  14,  made  public  the  material  part  of  Mr. 
Slaughter's  letter,  together  with  comments  on  the  matter,  in 
the  following: 

"The  Commission  has  received  a  letter  which  reads  as 
follows : 

In  connection  with  the  collection  of  our  claim  under  section  204  of 

nsportation  act,   1920,  we  paid  out  an  amount  of  $28,935  71   in 

^Tnitoi  ee8'  ,7hls  amount-   ff  taken   In  our  operating  expenses  for 

t^Ll*?L  would  |erlouS'y  distort  them.     Would  like  yBur  permission 

.o  put  this  In  profit  and  loss  account  620. 

"This  letter  is  signed  by  the  auditor  of  a  railroad  which  is 

than  120  miles  in  length  and  which  operates  one  train  on 

>  days.  There  was  nothing  about  its  application  for  reim- 


bursement which  could  not  have  been  adjusted  by  correspond- 
ence. Applications  under  section  204  and  209  of  the  transpor- 
tation act  ordinarily  require  nothing  on  the  part  of  the  applicant 
except  compliance  with  our  requests  for  information.  These  ap- 
plications are  handled  systematically  by  the  Commission  and  are 
disposed  of  as  expeditiously  as  the  circumstances  permit." 

The  name  of  an  attorney  who  did  some  work  in  the  matter 
appears  in  the  correspondence  file  of  Finance  Docket  No.  194, 
the  one  covering  the  case,  but  the  name  of  the  attorney  who 
received  the  payment  of  nearly  $29,000  was  not  used  in  the 
autitor's  letter.  It  Is  possible  that  the  attorney  whose  name 
appeared  in  the  corespondence  file  is  not  the  same  as  the  one 
that  received  the  money.  The  claim  of  the  company  called  for 
something  in  excess  of  $285,000,  so  the  fee  may  have  been  cal- 
culated on  the  basis  of  10  per  cent,  plus  expenses. 

The  Commission's  object  in  making  public  the  fact  with 
regard  to  the  big  fee  was  to  prevent,  if  possible,  the  depletion 
of  the  operating  revenues  of  the  small  roads  through  the  pay- 
ment of  fees  the  Commission  is  of  the  opinion  are  not  neces- 
sary. It  thinks  they  are  not  necessary,  because,  as  it  is  han- 
dling the  matter,  each  claim  is  taken  up  in  the  order  in  which 
it  is  filed,  and,  unless  the  claimant  is  dilatory  in  furnishing 
data,  it  is  pushed  to  the  point  where  a  certificate  is  issued,  with- 
out delay.  As  the  Commission  sees  the  matter,  there  is  no  law 
matter  involved  in  the  claim.  It  is  merely  a  matter  of  account- 
ing. 

So  far  as  the  docket  shows,  the  question  as  to  whether  the 
fee  is  to  be  charged  to  operating  expenses  or  to  profit  and  loss, 
has  npt  been  settled.  The  inference  is  that  if  it  is  charged  to 
profit  and  loss,  the  final  payment  to  the  New  Mexico  Central  will 
be  larger  than  otherwise,  or  that  the  United  States  treasury  will 
have  to  bear  the  expense  of  highly  paid  counsel  in  a  matter,  which, 
in  the  estimation  of  the  Commission,  could  have  been  settled 
at  the  cost  of  a  few  postage  stamps  and  a  little  typewriting. 

Such  simple  disposition  of  the  claims  arising  under  sections 
204  and  209  has  not  been  the  fact  The  railroads  are  in  such 
desperate  need  of  money  that  it  has  been  the  usual  practice 
for  the  president  and  auditor  or  the  general  counsel  and  the 
auditor  of  an  applicant  to  come  to  Washington  and  camp  until 
the  voucher  has  been  honored  by  the  Treasury  Department. 
In  that  way  of  handling  the  claims  the  only  additional  expense 
to  the  claimant  has  been  the  hotel  bills  of  the  officials. 


PETITION    FOR  ABANDONMENT 

The  Wisconsin-Northwestern  has  filed  an  application  with 
the  Commission  asking  authority  to  abandon  11%  miles  of  its 
line  between  Girard  Junction  and  Taylor  Rapids  in  Marinette 
county,  Wisconsin.  The  property  was  built  as  a  logging  road 
and  can  no  longer  be  operated  at  a  profit,  the  applicant  states. 


N.  Y.  CONNECTING  R.  R.  NOTES 

The  New  York  Connecting  Railroad  Company  has  applied  to 
the  Commission  for  authority  to  issue  two  notes  in  the  sum 
of  $270,000  each  to  cover  advances  by  the  New  York,  New  Haven 
&  Hartford  and  the  Pennsylvania,  which  enabled  applicant  to 
pay  the  interest  due  on  its  4%  per  cent  first  mortgage  bonds. 


C.  &  N.  W.  BOND  ISSUE 

The  Traffic   World   Washington  Bureau 

The  Commission  has  authorized  the  Chicago  &  North  West- 
ern to  issue  and  sell  $15,000,000  of  fifteen-year  6%  per  cent 
secured  gold  bonds  maturing  March  1,  1936,  and  to  issue 
$15,000,000  of  general  mortgage  5  per  cent  gold  bonds  maturing 
November  1,  1987,  for  pledging  with  $3,000,000  of  such  bonds 
heretofore  issued  as  security  for  the  $15,000,000  of  secured 
gold  bonds. 

The  company  proposes  to  issue  the  secured  gold  bonds  under 
a  trust  indenture  to  be  entered  into  with  the  United  States 
Trust  Company  of  New  York.  Arrangements  have  been  made 
for  the  sale  of  the  bonds  to  Kuhn,  Loeb  &  Co.  at  95.40  per  cent 
of  par  and  accrued  interest.  At  this  price  the  bonds  will  be 
issued  on  a  7  per  cent  basis,  the  Commission  said. 

The  proceeds  of  the  sale  will  be  used  for  the  retirement  of 
$10,000,000  of  the  company's  thirty-year  debenture  bonds,  which 
mature  April  15,  1921,  and  the  retirement  of  $5,000,000  of  6 
per  cent  consolidated  first  mortgage  bonds  of  the  Milwaukee, 
Lake  Shore  &  Western  which  mature  May  1,  1921.  The  retire- 
ment of  these  bonds  is  provided  for  in  the  general  mortgage 
dated  November  1,  1897,  made  by  the  applicant  to  the  United 
States  Trust  Company  of  New  York  and  John  A.  Stewart, 
trustees. 


LA.   &   ARK.    RY.    NOTES 

Application  has  been  made  to  the  Commission  by  the  Louisi- 
ana &  Arkansas  Railway  Company  for  authority  to  issue  equip- 
ment trust  notes  aggregating  $66,000,  the  proceeds  of  which  will 
be  used  to  purchase  25  ballast  and  coal  cars  at  a  total  cost  of 
$81,750.  The  balance  of  $15,750  will  be  paid  in  cash. 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persona  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mall  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  service  by  the  payment  of  •  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Traffic  Service  Corporation,  Colorado  Building,  Washington,  D.  C. 


Liability   of  Carrier  to    Party  to   Whom    Goods   Have    Been    De- 
livered by  Mistake 

Connecticut. — Question:  The  local  agent  received  car  of 
.IP  carwheels  without  billing  and  placed  the  car  on  our  pri- 
\:itc  siding.  At  the  time  we  had  two  cars  of  this  sort  of  scrap 
on  order  and,  assuming  that  the  car  placed  on  our  track  was 
one  of  the  cars  ordered  by  us,  same  was  unloaded.  Eventually 
the  railroad  agent  learned  that  the  car  belonged  at  another  sta- 
tion, but  the  scrap  had  already  been  used  by  us.  There  Is  a 
difference  of  several  dollars  per  ton  on  the  price  of  the  scrap 
wheels  which  were  delivered  to  us  in  error  and  the  market  price 
at  the  time.  Can  this  difference  in  price  be  charged  to  the  rail- 
road company  and  can  you  cite  a  decision  against  the  railroad 
company  in  such  a  case? 

Answer:  Apparently  your  company  has  paid  the  rightful 
owner  of  the  goods  their  market  value  at  destination,  by  reason 
of  the  owner  having  had  to  go  into  the  market  and  purchase 
other  scrap,  and  you  now  want  the  carrier  to  reimburse  you  to 
that  extent,  while  the  carrier  is  insisting  that  you  are  entitled 
only  to  the  invoice  price  of  the  scrap.  The  question,  therefore, 
is  whether  the  party  to  whom  goods  have  been  delivered  by  mis- 
take and  who  has  paid  the  rightful  owner  the  market  value 
thereof  can  recover  that  amount  from  the  carrier. 

Under  the  law,  if  a  carrier  has  delivered  goods  to  the  wrong 
party  and  has  been  obliged,  in  consequence,  to  pay  the  true 
owner  for  them,  he  may  sue  the  person  to  whom  he  delivered 
them  for  their  value.  In  the  event  of  conversion  of  a  shipment 
by  a  carrier,  under  the  McCaull-Dinsmore  case,  the  measure  of 
damages  is  the  market  value  of  the  shipment  at  the  time  of 
conversion.  If  a  carrier  is  liable  to  the  rightful  owner  for  the 
market  value  of  goods  converted  and  the  party  to  whom  the 
goods  are  delivered  by  mistake,  pays  the  rightful  owner  that 
amount,  the  party  who  received  the  goods  by  mistake,  we  are 
of  the  opinion,  would  be  entitled  to  recover  the  market  value  of 
the  goods  from  the  carrier. 

We  are  not  aware  of  any  decisions,  however,  to  this  effect. 

Damages — Deduction  of  Cash    Discount 

Massachusetts. — Question:  We  have  recently  had  occasion 
to  enter  two  claims  against  the  railroad  company  for  damage 
to  steel  sheets  shipped  from  Portsmouth,  O.,  to  us  at  Gardner. 
The  railroad  company  requested  us  to  deduct  2  per  cent  from 
the  value  of  the  steel  represented  in  the  claim  if  we  took  ad- 
vantage of  the  2  per  cent  discount  for  payment  within  ten  days. 
In  reply  to  this  we  quoted  your  answer  to  a  similar  case  in  The 
Traffic  World,  Volume  27,  No.  3,  of  January  15,  on  page  142.  In 
reply  to  this  the  freight  claim  agent  of  the  B.  &  M.  Railroad 
Company  writes:  "In  accordance  with  the  McCaull-Dinsmore 
case,  as  interpreted  by  the  trunk  line  counsel,  carriers  were 
legally  entitled  to  all  cash  and  trade  discounts  in  the  payment 
of  the  bill,  if  they  were  taken  advantage  of  by  the  consignee, 
irrespective  of  the  time  when  the  claim  was  made  or  paid." 

This  is  apparently  a  direct  contradiction  to  your  statement, 
which  reads  as  follows:  "Therefore  the  carrier  is  not  justified 
in  deducting  the  cash  discount  which  is  shown  on  the  invoice 
from  the  shipper  to  the  consignee  from  the  amount  of  the  actual 
damage."  Will  you  please  tell  us  if  the  interpretations  of  the 
trunk  line  counsel  are  to  be  considered  final  and,  if  so,  are  they 
published  and  obtainable  for  general  use? 

Answer:  In  a  later  issue  of  The  Traffic  World,  namely,  on 
page  241  of  the  January  29,  1921,  issue,  in  our  answer  to  "New 
York"  under  the  above  caption,  we  discussed  in  more  detail 
the  right  of  a  carrier  to  deduct  the  amount  of  a  cash  discount 
in  case  of  loss  or  injury  to  goods.  In  this  answer  the  following 
statement  is  made:  "Thus,  while  the  price  at  which  the  goods 
have  been  contracted  for  at  destination  may  be  the  measure 
of  damages  in  case  of  loss  of  or  injury  to  the  goods,  and  there- 
fore the  trade  discount  might  properly  be  deducted,  inasmuch 
as  the  contract  price  would  be  the  list  or  catalogue  price,  from 
which  has  been  deducted  the  trade  discount,  a  cash  discount, 
being  an  allowance  made  for  the  payment  of  goods  within  a 
''•d  periood  of  time,  is  not  a  proper  deduction  unless  the 
condition  under  which  It  is  made  is  fulfilled." 

We  are  not  aware  of  any  decisions  of  the  courts  which  spe- 


cifically cover  ihlH  point,  but  our  view  In  that  the  cash  discount 
IB  not  a  proper  deduction  unless  the  condition  under  which  It 
Is  made  Is  fulfilled,  notwithstanding  the  interpretation  of  the 
trunk  line  counsel,  which  are  not  to  be  considered  final  unless 
supported  by  decisions  of  the  courts. 

Shipper's  Load  and  Count  Notation 

California.— Question:  We  beg  to  call  attention  to  your  an- 
swer to  "Ohio"  on  page  443  of  Vol.  27,  having  reference  to  "Ship- 
per's load  and  count  notation  on  the  bill  of  lading." 

We  note  that  you  have  not  replied  directly  to  that  part  of 
the  question  covering  the  fact  that  the  car  seals  were  Intact 
upon  arrival  at  destination.  We  would  like  to  have  your  opin- 
ion regarding  this  point,  In  addition  to  the  shipper's  load  and 
count  stipulation,  as  we  have  had  a  number  of  claims  refused 
by  the  transportation  companies,  their  contention  being  that  the 
seals  were  in  good  condition  upon  arrival  of  the  car  at  destina- 
tion, and,  therefore,  they  could  not  entertain  our  claims  for 
shortage.  In  refusing  our  claims,  the  railroad  companies  have 
stated  that  had  the  seals  shown  any  marks  of  having  been 
tampered  with,  our  claims  might  have  been  considered,  but  as 
their  seal  records  were  clear,  claims  have  been  refused. 

We  have  filed  affidavits  covering  both  the  loading  and  un- 
loading of  these  cars,  and.  In  fact,  have  done  everything  except 
to  sue  the  transportation  companies  for  these  shortages,  but  as 
some  of  the  claims  are  small,  we  do  not  care  to  resort  to  the 
law.  We  would  be  pleased  to  have  you  advise  us  if,  in  your 
opinion,  there  Is  any  other  way  in  which  we  might  effect  col- 
lection, as  we  have  apparently  exhausted  all  means. 

Answer:  It  has  been  the  policy  of  the  carriers  to  refuse 
the  payment  of  claims  for  shortage  arising  under  circumstances 
showing  no  defect  in  the  equipment  or  in  the  seal  record.  This 
attitude  we  do  not  think  is  in  accordance  with  the  law  under 
the  Pomerene  bill  of  lading  act  or  the  general  weight  of  au- 
thority. The  courts  have  generally  held  that  if  a  shipper  shows 
by  satisfactory  evidence  that  a  certain  quantity  of  goods  has 
been  loaded  at  shipping  point  and  that  a  lesser  quantity  has 
been  received  at  destination,  the  carrier  is  prima  facie  liable  for 
the  difference  and  the  burden  is  placed  upon  the  carrier  of 
proving  that  the  shipper  did  not  in  fact  load  the  quantity  alleged 
or  that  the  loss  occurred  from  improper  loading  by  the  shipper, 
or  that  the  difference  in  weight  was  caused  by  shrinkage  evap- 
oration or  other  causes  over  which  the  carrier  had  no  control 

If  a  carrier  will  not  voluntarly  settle  your  claims,  which 

you  state  have  been  supported  by  affidavits,  there  is  nothing  else 

you  can  do  but  bring  an  action  at  law  for  the  damage  sustained 

Damages— Liability   of  Carrier  for  Goods    Held   as    Evidence   in 

Criminal  Prosecution 

New  York.— Question:  On  December  17,  1919,  shipment  of 
some  five  cases  cotton  piece  goods  were  Intercepted  in  transit 
while  en  route  from  one  of  the  New  England  lines  and  the  con- 
tents of  said  cases  were  completely  stolen.  Claim  was  filed 
on  January  16,  1920,  for  said  loss  and  It  developed  soon  after 
that  the  persons  who  stole  the  goods  were  caught  by  the  rail- 
road officials,  and  suit  was  brought  against  them  by  the  railroad 
company.  In  the  mean  time  the  goods  had  been  recovered  and 
were  being  held  as  evidence  by  the  carriers  in  their  litigation. 
We  received  advices  from  the  agent  to  the  effect  that  the  trial 
would  probably  come  up  some  time  in  May  and  we  were  re- 
quested to  hold  the  matter  in  abeyance  until  such  time.  After 
considerable  dilly-dallying,  the  agent  advised  that  the  case  would 
be  postponed  from  May  until  November  and  recently  we  received 
advices  from  him  saying  that  they  were  now  In  a  position  to 
release  the  entire  shipment  and  that  they  would  hold  about  100 
yards  for  further  proof  if  necessary. 

It  is  well  to  point  out  that  the  case  has  been  pending  for 
over  a  year  and  during  that  time  the  merchandise  has  depreciated 
according  to  market  conditions  over  100  per  cent.  Have  the  car- 
riers the  right  to  decline  liability,  by  reason  of  the  fact  that  the 
goods  w«re  in  the  hands  of  the  police  authorities,  even  though 
we  were  in  no  way  connected  with  the  loss  of  this  merchandise, 
same  having  occured  while  under  the  jurisdiction  of  the  railroad 
company?  Have  we  a  right  to  demand  reparation  on  the  basis 
of  difference  In  market  price  between  the  time  the  goods  should 
have  arrived  and  the  date  they  were  actually  delivered? 

Answer:  Although  there  is  some  authority  to  the  contrary, 
the  general  rule  is  that  where  goods  are  taken  from  the  pos- 
session of  a  carrier  by  due  legal  process,  the  carrier,  subject  to 
certain  limitations,  is  excused  from  further  liability,  if  It  acts 
in  good  faith  and  without  negligence  in  surrendering  the  goods. 

However,  where  goods  are  held  as  evidence  in  an  action 
against  persons  who  have  stolen  the  goods  In  question,  the  rule 
referred  to  above  does  not,  in  our  opinion,  apply,  particularly, 
inasmuch  as  it  is  apparent  a  small  quantity  could  have  been  held 
instead  of  the  entire  amount. 

It  being  the  duty  of  a  carrier  to  deliver  goods  in  all  events, 
except  where  the  goods  are  lost  or  injured  through  some  cause 
for  which  it  is  not  liable,  such  as  an  act  of  God,  or  the  public 
enemy,  its  duty  was  to  deliver  the  goods  in  question  without 
unreasonable  delay,  and  we  are  of  the  opinion  that  It  cannot 
excuse  its  failure  to  deliver  because  of  the  fact  that  such  goods 
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are  held  as  evidence  in  a  court  action  involving  the  prosecution 
of  parties  who  stole  the  goods.  We  are  therefore  of  the  opinion 
that  the  carrier  would  be  held  liable  for  the  difference  in  the 
value  of  the  goods  at  the  time  they  should  have  been  delivered 
and  the  value  of  the  goods  at  the  time  they  were  delivered. 
(1)  "Act  of  God" — Definition  of  (2)  Liability  of  Carrier  for 

Delay  in  Transportation   Resulting  from   Derailment 

Minnesota. — Question:  The  express  company  claims  exemp- 
tion from  liability  for  delay  and  loss  incident  thereto  from  foam- 
ing, on  a  shipment  of  cream  delivered  to  the  agent  for  shipment 
on  a  train  which  did  not  arrive  for  several  days,  account  of 
derailment  on  a  branch  line,  under  the  "Act  of  God"  cause  in 
its  express  receipt. 

Will  you  kindly  advise  what  incidents  are  accepted  as  "acts 
of  God"  for  claim  adjustment  purposes  and  if  a  derailment  would 
be  so  considered,  covering,  if  you  please,  the  contingency  that 
the  goods  were  actually  damaged  while  being  transported  on  a 
train  that  became  derailed,  on  the  one  hand,  and,  as  in  our 
particular  case,  where  they  suffered  injury  through  the  carrier's 
failure  to  transport  on  a  regularly  scheduled  train  which  did  not 
run  account  of  previous  derailment  and  wherein  the  carrier 
did  not  restore  and  resume  its  regular  scheduled  service  for 
two  or  three  days  thereafter? 

Answer:  (1)  The  term  "act  of  God"  as  used  to  express  a 
cause  of  loss  or  damage,  for  the  consequences  of  which  the  car- 
rier will  not  be  liable,  is  very  generally  held  to  mean  some  cas- 
ualty not  due  to  human  agency.  It  means  the  action  of  the 
forces  of  nature,  in  opposition  to  the  act  of  man,  such  as  light- 
ning, storms,  earthquakes,  and  the  like.  To  constitute  an  act 
of  God  the  casualty  must  be  not  only  the  direct  result  of  natural 
causes,  but  also  one  which  is  in  no  way  contributed  to  by  human 
agency.  Fire,  due  to  lightning,  spontaneous  combustion,  or  some 
other  operation  of  nature;  a  flood  of  such  extraordinary  char- 
acter that  it  could  not  have  been  foreseen  or  provided  against; 
snow  storms  and  electrical  storms  that  block  up  a  railroad  and 
prevent  the  movement  of  trains  are  acts  of  God,  but  a  loss  re- 
sulting from  a  derailment  is  not  ordinarily  an  act  of  God,  al- 
though it  has  been  held  that  a  loss  caused  by  the  breaking  of 
a  rail  due  to  intense  cold  is  an  act  of  God. 

(2)  The  duty  of  the  carrier  does  not  extend  to  the  accept- 
ance and  the  immediate  transportation  of  freight  at  all  hazards 
and  in  all  circumstances.  But  where  without  fault  on  its  part 
a  carrier  is  unable  to  perform  a  service  due  and  demanded,  it 
must  promptly  notify  the  shipper  of  its  inability,  otherwise  the 
reception  of  goods  without  notice  will  estop  the  carrier  from 
setting  up  what  would  otherwise  have  been  a  sufficient  excuse 
for  refusal  to  accept  the  goods  or  for  delay  in  shipment  after 
they  had  been  received. 

We  are  not  aware  of  any  decisions  of  the  courts  covering  a 
situation  where  a  carrier  has  failed  to  transport  goods  by  reason 
of  its  failure  to  run  trains  because  of  a  derailment,  but  there 
are  decisions  which  hold  that  avoidable  accidents  resulting  from 
a  defective  roadway  or  from  insufficient  or  defective  equipment 
will  not  excuse  the  unusual  delay  of  the  carrier  in  forwarding  a 
shipment,  but  are  included  within  the  field  of  culpability. 

Duty  of  Consignee  to  Accept  Goods 

Ohio. — Question:  Our  claim  B-1230.  On  November  3,  1919, 
A  Company,  New  Haven,  shipped  for  our  account  to  Detroit,  four 
cases  ammunition  of  a  special  character,  which  were  refused 
at  destination,  account  not  having  arrived  until  January  12,  or 
considerably  after  the  hunting  season  had  closed.  Upon  request 
of  carirer,  against  whom  we  have  claim  filed,  to  furnish  dispo- 
sition, we  obtain  permit  from  A  Company  for  their  return,  re- 
ceiving credit  for  their  value,  less  freight  charges.  The  carrier 
now  declines  to  consider  our  claim,  stating  it  is  a  matter  be- 
tween the  A  Company  and  ourselves.  Will  you  please  advise 
if  the  carrier  is  not  liable  for  both  out  and  in  bound  freight 
account  of  the  excessive  delay  in  transit  which  rendered  the 
shells  worthless,  unless  held  over  another  season,  during  which 
time  a  heavy  loss,  account  decline  in  market,  would  have  re- 
sulted? 

Answer:  The  rule  is  that  a  consignee  may  not  refuse  goods 
which  have  been  delayed  in  transit  unless  the  goods  at  the 
time  they  reached  destination  are  in  a  worthless  condition  to 
the  consignee,  but  must  accept  the  goods  and  hold  the  carrier 
liable  for  the  difference  between  the  value  of  the  goods  at  the 
time  they  arrived  and  what  would  have  been  their  value  at  the 
time  they  should  have  arrived,  in  the  usual  course  of  transporta- 
tion. We  are  not  aware  of  any  decisions  of  the  courts  which 
include  in  the  amount  of  damage  awarded  a  shipper  for  delay 
the  amount  of  the  transportation  charges,  both  out  and  in  bound, 
in  the  event  the  goods  are  returned  to  the  shipper. 

Demurrage  on  Cars  Held  Under  Constructive  Placement 
Indiana. — Question:  A  railroad  company  receives  carloads 
for  a  certain  consignee  in  excess  of  the  daily  capacity  of  the 
plant  track,  resulting  in  an  accumulation.  The  railroad  failed 
to  give  written  constructive  placement  notices,  as  provided  for 
in  rule  5  of  the  National  Car  Demurrage  Rules,  but  claim  to  have 
given  verbal  notices,  relying  on  an  agreement  with  consignee 
to  accept  other  than  written  notice  of  arrival,  under  the  provi- 


sions of  rule  4.  Demurrage  was  charged  on  the  basis  of  con- 
structive placement,  free  time  being  started  next  7  a.  m.  after 
cars  arrived. 

Can  the  provisions  of  rule  4  with  respect  to  an  agreement 
to  accept  other  than  written  notice  of  arrival  be  applied  to  rule 
5  and  made  to  cover  constructive  placemen*  notice,  or  does 
not  rule  5  expressly  provide  that  constructive  notices  must  be 
given  in  writing,  without  any  provision  for  entering  into  an 
agreement  with  consignee  to  accept  other  than  written  notice? 
Inasmuch  as  the  Interstate  Commerce  Commission  had  repeat- 
edly held  that  consignees,  in  order  to  avail  themselves  of  certain 
privileges  under  the  demurrage  tariff,  must  comply  strictly  with 
the  tariff  requirements  (as,  for  instance,  under  rule  8  covering 
shipments  received  in  a  frozen  condition,  consignee  is  required 
to  notify  agent  in  writing  within  the  free  time,  if  additional 
free  time  is  allowed),  does  it  not  apply  with  equal  force  that 
the  carrier  must  as  strictly  comply  with  the  tariff  provisions  in 
order  to  make  a  charge  legal?  If  you  are  aware  of  any  Com- 
mission decisions  covering  demurrage  assessed  on  cars  before 
actual  placement  and  without  written  constructive  placement, 
notice  having  been  sent,  I  will  appreciate  your  giving  me  the 
benefit  of  them. 

Answer:  The  provisions  of  rule  4  with  respect  to  an  agree- 
ment to  accept  other  than  written  notice,  covers  notices  of  ar- 
rival only  and  has  no  connection  with  the  provisions  of  rule  5 
with  respect  to  giving  written  notice  of  constructive  placement. 
While  under  a  technical  interpretation  of  the  demurrage  rules 
the  consignee  might  claim  exemption  from  demurrage  charges 
owing  to  the  fact  that  the  carrier's  agent  failed  tp  strictly  com- 
ply with  the  instructions  outlined  in  the  demurrage  tariff,  we  find 
that  the  Interstate  Commerce  Commission,  in  its  decisions  in 
former  cases,  has  refused  to  award  reparation  where  the  real 
cause  for  demurrage  accruing  was  attributable  to  the  consignee 
and  not  due  to  the  failure  of  the  carrier's  agent  to  strictly  com- 
ply with  his  instructions  with  respect  to  furnishing  written 
notice  of  arrival  or  constructive  placement. 

The  case  of  Delaware  River  Steel  Company  vs.  P.  &  R.  Ry. 
Co.,  49  I.  C.  C.  537,  covers  a  situation  somewhat  similar  to  that 
outlined  by  you.  In  this  case  the  complainants  sole  contention 
was  that  the  defendant  failed  to  give  notice  of  constructive 
placement  in  addition  to  the  notice  of  arrival,  and  that  therefore 
no  demurrage  charges  could  lawfully  be  assessed.  The  defend- 
ant, however,  having  established  the  fact  that  the  complainant's 
yard  master  was  at  all  times  aware  of  the  accumulation  of  cars 
for  complainants  in  defendant's  yard,  and  had  given  explicit  in- 
structions of  defendant's  yard  master  to  place  no  cars  on  com- 
plainant's interchange  track  without  specific  orders  to  do  so, 
the  Commission  found  that  the  demurrage  charges  were  legally 
applicable. 

In  the  case  of  Crowsnest  Pass  Coal  Co.  vs.  Great  Northern 
Ry.,  32  I.  C.  C.  479  the  carrier  notified  consignee  by  telephone 
of  the  arrival  of  cars  at  destination  but  failed  to  give  written 
notice  of  the  arrival  of  cars  and  no  written  agreement  had  been 
entered  into  as  provided  in  Rule  4  of  the  demurrage  rules.  There 
was  no  dispute  as  to  the  fact  that  the  consignee  had  actual 
notice  and  it  appears  that  there  was  a  custom  and  understanding 
between  defendant  and  consignee  for  the  giving  and  receipt  of 
telephonic  notices.  The  Commission  in  passing  on  this  case 
said:  "Defendant's  agent  should  be  required  to  observe  the 
strict  letter  of  his  company's  instructions,  but  those  instructions 
embodied,  in  this  particular  instance,  nothing  in  the  nature  of  an 
agreement  or  contract  with  the  consignee,  nor  of  an  exception  to 
the  application  of  the  charges.  Complainant  has  not  shown 
that  it  was  damaged  by  the  failure  of  the  agent  strictly  to  ob- 
serve his  instructions,  nor  are  the  charges  Imposed  shown  to 
have  been  unreasonable  or  otherwise  unlawful." 

In  the  case  of  the  American  Radiator  Co.  vs.  Lehigh  Valley 
R.  R.  Co.,  44  I.  C.  C.  361,  the  Commission  considered  a  case  in  ' 
which  neither  notice  of  arrival  nor  construction  constructive 
placement  was  sent  or  given.  It  decided  that  the  demurrage 
charges  were  unlawfully  assessed  because  of  the  fact  that  prior 
to  the  placement  of  the  cars  upon  its  siding,  complainant  had  no 
reason  to  believe  that  they  had  arrived  at  destination.  The 
Commission  in  the  following  cases  has  refused  to  award  repara- 
tion because  of  the  failure  of  the  carrier's  agent  at  destination  to 
comply  strictly  with  the  instructions  outlined  in  demurrage  rules.  ! 
Weakley  &  Worman  Co.  vs.  C.  H.  &  D.  Ry.,  Unreported  Op. 
1899;  Fitzgerald  Co  vs  B.  R.  &  P.  Ry.,  Unreported  Op.  1985; 
Miller-Jackson  Grain  Co.  vs.  P.  O.  &  N.  R.  R.,  43  I.  C.  C.  147;  ] 
Meeker  vs.  C.  R.  R.  of  N.  J.,  46  I.  C.  C.  657;  Meeker  vs.  P.  R.  R. 
Co.,  49  I.  C.  C.  676;  Steinhardt  &  Kelly  vs.  E.  R.  R.  Co.,  52 
I.  C.  C.  304. 

Damages — Failure  of  Carrier  to  Reconsign 

Texas. — Question:  On  April  24th,  1917,  we  shipped  from  ; 
"A",  La.  on  the  "X"  Railroad,  car  of  lumber  consigned  to  "B" 
Lumber  Co.,  "C,"  Okla.,  a  station  on  the  "Y"  Railroad.  On  April 
26th  we  received  advice  from  the  "B"  Lumber  Co.  that  they 
could  not  accept  the  shipment  and  on  April  27th  we  delivered  to 
the  General  Agent  of  the  "X"  Railroad  the  original  bill  of  lading 
with  instructions  to  change  consignee  and  destination  to  read 
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I>"  Lumber  C'o.,  "K,"  Oklu.,  protecting  through  rate  24  centi) 
per  cwt. 

We  traced  the  "X"  Railroad  for  Information  repeatedly  and 
under  date  of  Muy  2-lth  they  wrote  us  that  the  car  got  by  Fort 
Worth,  Texas,  a  junction  point  with  the  Rock  Island  without 
being  diverted,  and  was  delivered  to  the  "B"  Lumber  Co.,  at  "C," 
Okla.  on  May  9*,  or  two  weeks  prior  to  the  receipt  by  us  of  any 
ailvice  from  the  "X"  Railroad  as  to  the  whereabouts  of  the  car 
or  of  their  failure  to  comply  with  our  instructions.  The  "X" 
Railroad  admit  that  failure  to  divert  the  shipment  was  due  to 
carelessness  on  the  part  of  their  agents  and  representatives. 
When  we  received  advice  from  our  original  customer  that  he 
would  not  accept  the  material,  we  immediately  resold  same  to  a 
customer  in  "E,"  and  rendered  him  invoice  to  cover  and  natur- 
ally our  "K"  customer  expected  to  receive  the  lumber  and  as  we 
had  given  instructions  to  the  "X"  Railroad  in  ample  time  to  have 
permitted  the  car  to  be  diverted,  we  expected  it  to  be  done,  in 
accordance  with  the  rules  prescribed  in  their  tariffs. 

Upon  receipt  of  notice  from  the  "X"  Railroad  that  through 
negligence  our  instructions  had  not  been  complied  with,  we  ad- 
vised them  that  the  car  should  be  brought  back  from  "C"  to  the 
proper  junction  point  and  delivered  in  accordance  with  instruc- 
tions; this  they  could  not  do  and  their  general  agent  requested 
that  we  make  settlement  with  the  party  at  "C,"  Okla.  and  if 
necessary  to  duplicate  shipment  to  "E,"  his  company  would  pro- 
tect us  against  any  loss.  We  complied  with  his  request  and  col- 
lected from  the  "C,"  Okla.  party  for  the  lumber  and  asked  our 
customer  in  "E"  to  release  us  from  the  shipment  to  him.  He 
declined  to  do  this  and  we  were  compelled  to  furnish  him  with 
another  car  of  lumber  and  on  account  of  advance  in  the  market 
price,  we  sustained  a  loss  of  approximately  $100  which  would  not 
have  been  necessary  had  the  car  been  diverted  in  accordance 
with  instructions  given  in  ample  time. 

The  railroad  company  claims  that  on  account  of  the  provis- 
ion in  bill  of  lading  reading:  "The  amount  of  any  loss  or  damage 
for  which  any  carrier  is  liable  should  be  computed  on  the  basis 
of  the  value  of  the  property  at  the  place  and  time  of  shipment 
under  this  bill  of  lading,  including  the  freight  charges,  if  paid," 
that  they  are  not  responsible  for  the  loss  which  we  have 
sustained.  We  contend  that  our  claim  is  not  on  account  of  any 
loss  of  or  damage  to  the  lumber,  but  is  a  loss  sustained  by  us  on 
account  of  failure  of  the  railroad  company  to  respect  instruc- 
tions which  were  given  them  in  ample  time  to  have  permitted  a 
compliance  therewith. 

Answer:  Under  the  provisions  of  their  reconsigning  tariffs, 
carriers  undertake  to  reconsign  shipments  in  transit.  If  proper 
reconsigning  instructions  are  given,  a  carrier  is  liable  in  dam- 
ages for  its  failure  to  observe  the  reconsigning  instructions.  The 
proximate  cause  of  the  loss  you  sustained  being  the  failure  of 
the  carrier  to  comply  with  your  reconsigning  instructions,  we  are 
of  the  opinion  that  you  can  recover  the  damage  sustained  by 
you,  as  a  result  thereof. 

Liability  of  Carrier  for  Concealed  Loss 

Missouri. — Question:  A  druggist  at  this  point  received  a 
shipment  of  drugs  from  A  Railroad  Company  which  the  drayman 
receipted  for  in  good  condition  and  placed  the  shipment  in  the 
back  part  of  his  drug  store  where  it  remained  for  ten  days  be- 
fore being  opened,  on  account  of  the  Christmas  rush.  When  the 
wooden  box  was  finally  opened,  the  druggist  discovered  that  sev- 
eral of  the  paper  boxes  on  the  inside  had  been  broken  open  and 
drugs  and  other  articles  to  the  amount  of  $34.50  were  found  miss- 
ing and  the  said  druggist  filed  a  claim  with  the  railroad  for  the 
amount,  which  they  declined  on  account  of  not  being  liable  as 
clear  receipt  had  been  given.  The  claim  was  then  placed  in  our 
hands  for  further  attention,  but  the  railroad  still  maintains  its 
original  position,  and  further  states  that  it  would  not  be  allowed 
to  pay  this  claim  on  account  of  the  ruling  of  the  Interstate  Com- 
merce Commission  that  such  shortage  should  be  reported  to  the 
carrier  within  48  hours  after  delivery  of  the  shipment. 

Claimant  is  positive  that  the  pilfering  was  not  done  in  his 
store  as  the  front  entrance  is  the  only  way  to  get  into  his  store, 
and  further  he  was  in  it  all  of  the  time  while  the  shipment  re- 
mained in  the  back  part  unopened.  Kindly  advise  if  you  know 
of  any  ruling  to  that  effect  by  the  Commission  and  furthermore, 
are  there  any  court  decisions  or  anything  to  show  where  such 
claims  can  be  collected  where  proof  of  the  shortage  can  be 
established? 

Answer:  In  shipments  involving  concealed  damages  it  is 
very  difficult  for  either  the  carrier  or  the  consignee  to  know 
their  condition  on  arrival  at  destination  and  therefore  impos- 
sible for  the  consignee  to  note  their  condition  upon  the  receipt 
for  the  same.  On  the  other  hand  where  a  shipment  has  been  re- 
ceived by  the  consignee,  hauled  to  his  place  of  business  and  held 
in  its  original  package  for  a  period  of  ten  days,  there  is  always 
an  opportunity  for  loss  or  damage  after  the  shipment  has  been 
delivered  to  the  consignee.  The  carrier  is  liable  for  only  such 
loss  or  damage  as  occurred  during  the  time  the  shipment  was  in 
its  possession,  and  it  will  therefore  be  necessary,  in  making  out 
a  prima  facie  case  against  the  carrier  to  prove  that  the  ship- 
ment contained  the  amount  alleged,  when  received  by  the  car- 
rier, and  that  it  contained  a  lesser  amount  when  delivered  to 


the  consignee  and,  furthermore,  that  the  IOHH  did  not  occur  dur- 
ing the  period  when  It  wan  in  his  possession.  Affidavit*  showing 
the  amount  shipped  and  the  amount  received  are  proper  matter! 
of  evidence  In  presenting  a  claim  to  the  carrier  (or  settlement, 
but  In  the  event  It  IB  necessary  to  enter  suit  against  a  carrier.  It 
will  be  necessary  to  produce  witnesses  who  can  testify  to  the 
delivery  of  the  shipment  to  the  carrier  and  of  Its  receipt  at 
destination,  and  also  of  the  care  which  was  exercised  In  the 
custody  of  the  shipment  at  destination  for  the  period  of  time 
it  was  held  unopened,  after  Its  receipt. 

We  know  no  ruling  which  requires  that  notice  of  shortage 
must  be  given  to  the  carrier  within  48  hours  after  delivery  of  a 
shipment  and  there  is  no  such  provision  in  the  bill  of  lading.  If 
proof  of  the  shortage  can  be  established,  recovery  can  be  had. 
(1)  Jurisdiction  of  the  Interstate  Commerce  Commission  Over 

Water  Lines— (2)  Limitation  of  Liability  by  Water  Lines 

Oregon. — Question:  On  December  llth,  1920,  we  made 
claim  against  the  A  Steamship  Company,  operating  between  "C" 
and  "D"  for  the  amount  of  $20.00  representing  decline  in  the 
market  value  of  10  sacks  of  sugar.  The  sugar  should  have  ar- 
rived November  the  4th,  but  checked  short  on  that  date  at  which 
time  it  was  selling  at  $12.00  per  hundred  pounds.  It  was  later 
discovered  and  delivered  to  us  on  December  3rd,  at  which  time 
the  selling  price  was  $10.00  per  hundred  pounds.  We,  therefore, 
made  our  claim  in  the  amount  mentioned  above. 

Our  authority  for  such  action  is  based  upon  the  McCaull- 
Dinsmore  Supreme  Court  decision  which  authorizes  payment  of 
claims  based  upon  the  "market  value  or  selling  price"  at  the 
time  the  shipment  arrived,  or  the  time  it  should  have  arrived. 
The  A  Steamship  Company  flies  its  tariffs  with  the  Interstate 
Commerce  Commission  and  we  believe  it  Is  governed  by  that 
body.  It  would  therefore  seem  that  It  should  be  amenable  to 
the  Supreme  Court  Decision  governing  claims:  however,  the 
freight  claim  office  of  the  above  mentioned  steamship  company 
advises  as  follows:  "Would  state  that  we  have  been  advised  by 
our  Law  Department  that  inasmuch  as  shipment  on  which  this 
claim  is  filed  moved  entirely  by  boat,  it  was  not  covered  by  the 
Interstate  Commerce  Act,  and  that  claim  should  be  settled  in 
accordance  with  Section  7  of  the  original  shipping  receipt  issued 
at  "C"  by  the  A  Steamship  Company. 

Section  7  referred  to  reads  as  follows:  "Claim  for  loss  of, 
or  damage  to,  any  of  said  packages,  or  for  conversion  thereof, 
shall  be  restricted  to  cash  value  of  same  at  the  port  of  shipment, 
at  date  of  shipment,  unless  otherwise  in  writing  agreed,  and 
covenants  and  agrees  that  such  claims  in  no  case  shall  exceed 
$100.00  for  loss  of,  or  damage  to,  or  for  conversion  for  any  one 
of  said  packages  unless  a  greater  package  valuation  be  written 
hereon." 

This  boat  line  makes  rates  in  conjunction  with  rail  carriers 
and  as  previously  stated  files  its  tariffs  with  the  Interstate  Com- 
merce Commission.  We,  therefore,  believe  that  although  the 
shipment  in  question  moved  entirely  by  boat  it  is  nevertheless 
subject  to  the  jurisdiction  of  the  Interstate  Commerce  Commis- 
sion and  should  be  governed  by  the  McCaull-Dinsmore  Decision. 

Answer:  (1)  Under  the  Interstate  Commerce  Act  the  Inter- 
state Commerce  Commission  has  juriscdiction  of  water  lines 
only  to  the  extent  that  they  join  in  through  rates  in  connection 
with  rail  lines,  with  the  exception  of  certain  lines  such  as  the 
Southern  Pacific-Atlantic  Steamship  Line  (Morgan  Line),  which 
lines  are  subject  to  the  jurisdiction  of  the  Interstate  Commerce 
Commission,  under  paragraph  11  of  Section  5  of  the  Interstate 
Commerce  Act,  by  reason  of  their  being  railroad  owned  and 
controlled  lines.  Therefore,  the  provisions  of  the  Cummins 
Amendment,  namely,  Section  20  of  the  Act  to  Regulate  Com- 
merce, do  not  govern  shipments  moving  via.  the  steamship  line 
in  question.  However,  in  case  of  loss  or  damage  to  shipments 
by  steamship  lines,  the  amount  of  recovery  Is  as  a  general  rule 
based  upon  the  market  value  of  the  goods  at  the  time  and  place 
of  delivery  and  not  at  the  point  of  origin.  This  is  the  common 
law  rule  applicable  to  rail  carriers  and  which  Is  likewise  applied 
in  case  of  ocean  carriers. 

(2)  The  courts  have  held  that  It  is  competent  for  a  steam- 
ship company,  as  a  carrier  of  goods,  to  limit  Its  liability  to  a 
certain  amount  in  case  of  loss  or  damage,  even  as  against  its 
negligence  where  the  valuation  is  the  basis  on  which  freight  Is 
charged  and  this  fact  is  fully  known  to  the  shipper.  See  the 
case  of  Frederick  Leyland  &  Co.  vs.  Hornblower,  256  Fed.  289, 
which  case  contains  a  very  complete  statement  of  the  law  on 
this  subject.  In  this  case,  it  was  further  held,  that  a  provision 
in  the  bill  of  lading  limiting  the  liability  of  a  carrier  to  a  cer- 
tain amount  raises  a  presumption  that  the  shipment  was  made 
upon  a  declared  valuation  and  that  opportunity  was  afforded  of 
shipping  at  a  higher  valuation  by  payment  of  a  higher  rate. 
Therefore,  if  charges  were  assessed  on  the  shipment  which  were 
lower  than  the  charges  would  have  been  had  less  than  the  actual 
value  not  been  specified  in  the  bill  of  lading,  the  steamship 
company  may  properly  hold  you  to  the  valuation  specified  in 
the  bill  of  lading. 


The  greatest  traffic  library  and  the  most  complete 
tariff  file  in  the  world  are  available  for  use  in  serving 
subscribers  to  THE  DAILY  TRAFFIC  WORLD. 
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HOOVER  TRANSPORTATION  IDEAS 

The  Traffic  World  Washington  Bureau 

Consideration  of  the  most  serious  character  is  "being  given 
by  the  Harding  administration  to  the  creation  of  a  department 
of  trade  and  transportation  to  take  over  the  purely  executive 
functions  of  the  Shipping  Board  and  the  Interstate  Commerce 
Commission  (see  TraflSe  World,  March  12,  p.  574).  Herbert 
Hoover,  as  the  one  engineer  in  the  administration,  is  giving  the 
matter  grave  thought  in  connection  with  the  larger  question  as 
to  how  the  governmental  departments  should  be  re-organized 
to  the  end  that  there  may  be  efficiency  in  trade  and  industry  in 
the  country,  and  equal  efficiency  on  the  part  of  the  government 
jn  the  proportion  of  the  country's  trade  and  industry. 

It  is  no  secret  to  any  one  acquainted  with  Mr.  Hoover  that 
h.e  thinks  there  should  be  an  instant  separation  of  the  Shipping 
Board's  judicial  and  executive  functions.  By  analogy,  those  who 
know  his  views  on  that  point  assume  that  his  views  are  the  same 
with  regard  to  the  judicial  and  the  executive  duties  of  the  In- 
terstate Commerce  Commission. 

As  to  government  ownership  or  government  operation  of 
railroads,  Mr.  Hoover  cannot  understand  how  any  one  can  watch 
the  workings,  day  to  day,  of  the  bureaucracy  in  Washington 
and  not  become  sick  at  the  idea  of  the  government  undertaking) 
to  own  or  operate  the  railroads.  He  expressed  himself  to  that 
effect  in  connection  with  a  few  jeering  remarks  he  felt  called 
on  to  make  in  denying  a  report  that  he  might  be  made  Director- 
General  of  railroads,  with  the  United  States  as  the  owner  of  the 
railroads.  He  told  his  friends  that  that  was  the  first  time  he 
had  heard  of  himself  in  connection  with  the  directorship  of 
railroads  and  he  added  that  he  felt  sure  that  when  the  news- 
paper man  wrote  the  yarn  it  was  the  first  time  any  one  had 
thought  of  the  Harding  administration  standing  for  government 
ownership  or  operation. 

Hoover  is  opposed  fundamentally  and  "enormously"  to  gov- 
ernment ownership  or  government  operation.  The  thought  of 
government  undertaking  anything  other  than  the  business  of 
governing  nauseates  him.  His  own  experience  with  government 
has  convinced  him  that  that  would  be  jumping  from  the  frying: 
pan  into  the  fire. 

Another  Hoover  thought  is  that  the  railroads  will  be  found1 
to  be  in  fairly  good  shape  when  there  is  a  return  to  nearly 
normal  conditions. 

The  one  big  Hoover  idea  is  that  there  is  necessity  for  re- 
organizing not  only  the  government  but  trade  and  industry  so> 
as  to  cut  out  waste  of  men  and  materials.  Only  by  that,  he 
thinks,  can  there  be  that  efficiency  that  will  enable  the  country 
to  compete  with  wretched  Europe  and  its  prospective  low  costs; 
of  production.  Increase  in  efficiency  must  be  in  all  lines — the> 
transportation  machine  no  more  than  any  other.  Electrification 
of  a  railroad  from  the  Atlantic  to  the  Pacific,  for  instance,  has; 
has  pointed  out,  would  mean  the  saving  of  not  less  than  30,000,- 
000  tons  of  coal  and  possibly  so  much  as  50,000,000.  Putting  the 
soft  coal  industry  on  a  basis  where  the  miners  would  work  more' 
days  in  the  year  would  release  at  least  200,000  men  and  give  the 
industry  of  the  country  cheaper  fuel.  Standardization  of  auto- 
mobile wheels  so  there  will  be  only  four  instead  of  eleven  sizes, 
it  is  Hoover's  theory,  would  so  reduce  the  stock  of  rubber  tires: 
that  would  have  to  be  carried  that  the  country  would  be  more 
efficient  in  making  automobiles  for  the  world. 

Railroads  need  much  more  standardization  than  they  have' 
had.  It  took  them  ten  years  to  agree  on  a  standard  coupler. 
There  are  many  other  things  about  railroad  equipment  that 
should  be  standardized,  Hoover  thinks.  Standardization  in  the 
use  of  commercial  terms,  too,  would  help  enable  the  country 
more  readily  to  meet  the  competition  of  the  outside  world.  For 
instance,  he  remarked,  there  are  two  definitions  for  the  words: 
"free  on  board."  Foreigners  always  cancel  orders  placed  with 
Americans,  when  the  market  begins  falling,  and  the  excuse 
Hoover  has  pointed  out  is  that  the  goods  were  not  up  to  standard. 
They  can  get  away  with  the  declaration,  too,  because  there  is  no1 
recognized  standard  for  many  articles  of  commerce. 

All  these  things,  however,  should  be  accomplished  by  per- 
suasion on  the  different  trades  and  industries,  under  the  leader- 
ship of  the  government  acting  through  the  appropriate  depart- 
ment, he  thinks.  But  he  is  not  in  favor  of  trying  to  plunge  ahead. 
With  his  own  department  as  an  illustration,  his  suggestion  is 
that  before  any  re-organization  can  be  undertaken  it  must  be 
known  what  purpose  is  to  be  served  by  it.  The  question  as  to 
what  an  organization  is  to  be  for,  he  admits,  must  be  decided  by 
the  legislative  committee  on  re-organization,  aided,  of  course,  by 
suggestions  from  the  executive  branch  of  the  government. 

In  not  one  thing  does  he  suggest  the  use  of  law  to  compel 
the  trade  and  industry  of  the  country  to  become  more  efficient. 
Force,  to  him,  is  obnoxious  and,  if  applied,  in  his  estimation 
it  would  produce  a  situation  worse  than  now  exists. 

In  a  formal  statement,  limited  to  his  own  department,  and' 
touching  outside  of  it  only  when  necessary  to  show  the  idea 
more(  clearly,  Mr.  Hoover  said: 

"In  the  long  run,  we  may  as  well  realize  that  we  must  face 

T  standard  of  living  in  Europe  many  years  ahead      The 

oduction  costs  of  her  people  will  in  consequence  be  lower  than 

even  before  the  war.    If  we  meet  this  competition,  and  still  main- 


tain our  high  standard  of  living  we  will  have  to  work  harder; 
we  will  have  to  eliminate  waste,  we  will  need  to  still  further 
improve  our  processes,  our  labor  relationship,  and  business 
methods.  If  we  would  so  improve  our  national  efficiency  and  our 
foreign  trade  we  must  consider  our  transportation,  both  railway, 
water,  and  marine,  as  one  system  directed  to  serve  the  nation 
as  a  whole.  The  development  of  certain  trade  routes,  through 
our  mercantile  marine,  as  the  real  extension  of  our  inland  trans- 
portation; the  improvement  of  great  waterways;  the  opening  of 
the  great  lakes  to  ocean-going  vessels;  the  development  of  great 
electrification  of  our  power  necessities;  and  the  handling  of  our 
labor  readjustment  by  moderate  men  on  both  sides  are  all  prob- 
lems that  have  a  fundamental  bearing  on  the  recovery  of  the 
commerce  and  our  ability  to  compete." 

The  country's  poor  condition  now  is  the  result  of  the  break- 
ing of  links  of  credit  that  should  bind  areas  of  production  with 
areas  of  need,  both  at  home  and  abroad,  Hoover  said.  He 
pointed  out,  in  that  statement,  that  there  must  be  renewed  co- 
operation such  as  existed  during  the  war  period  and  that  govern- 
ment departments  can  at  least  do  something  to  inspire  such  re- 
newed co-operation. 

"For  instance,"  said  he,  "we  have  three  or  four  million  idle 
men  walking1  the  streets,  and  at  the  same  time  we  are  short  more 
than  a  million  homes;  our  railways  are  far  below  their  need  in 
equipment;  our  power  plants,  waterways  and  highways  are  all 
far  behind  our  national  needs  in  normal  commerce.  To  apply 
this  idle  labor  to  our  capital  equipment  is  one  of  the  first  prob- 
lems of  the  country.  Its  solution  involves  constructive  action 
in  many  directions  but  among!  other  things  definite  resolution  of 
each  local  community  to  secure  co-operation  in  itself." 


EXPORT  COAL  CLASSIFICATION 

A  co-operative  agreement  has  been  effected  between  the 
Tidewater  Coal  Exchange,  Inc.,  of  New  York  and  the  United 
States  Bureau  of  Mines  for  the  classification  of  coal  shipped 
for  export  through  the  ports  of  New  York,  Philadelphia,  and 
Baltimore  on  a  basis  of  accurate  sampling  and  analyses.  The 
agreement  provides  for  the  establishment  of  limits  and  toler- 
ances of  quality  for  certain  pools  and  for  the  maintenance  of 
the  quality  of  the  pools  within  the  limits  specified.  The  agree- 
ment applies  to  coals  shipped  from  Pennsylvania,  Maryland  and 
northern  West  Virginia.  In  18  months  48,000,000  tons  of  coal, 
in  approximately  1,000,000  cars,  were  shipped  from  these  dis- 
tricts through  the  exchange. 

Under  the  terms  of  the  agreement  the  Bureau  of  Mines 
will  direct  the  work  of  obtaining  the  technical  information  re- 
quired. The  work  contemplates  the  collection  and  analysis  of 
representative  samples  of  coal  as  shipped  and  of  mine  samples 
when  necessary.  All  analyses  will  be  made  at  the  Pittsburgh, 
Pa.,  experiment  station  of  the  Bureau  of  Mines. 

The  Tidewater  Coal  Exchange  will  make  classifications  on  a 
basis  of  analyses  furnished  by  the  Bureau  of  Mines  and  will 
assign  coal  to  pools  within  the  limits  and  tolerances  as  finally 
published. 

The  general  purpose  of  the  classification  of  coal  by  pools 
is  to  expedite  transportation  and  shipment  and  to  insure  the 
maintenance  of  certain  standards  as  representative  of  the  qual- 
ity of  American  coals  shipped  from  various  districts  to  Europe. 
The  pooling  of  coals  was  resorted  to  in  war  time  and  a  great 
saving  was  effected  in  the  use  of  freight  cars  and  maritime 
shipping.  The  work  was  done  by  a  voluntary  organization  of 
coal  operators  and  railroads.  After  the  war,  in  view  of  the 
largely  increased  exportation  of  American  coals,  it  was  found 
desirable  to  continue  the  arrangement. 


CHAMBER  OF  COMMERCE   MEETING 

Questions  relating  to  railroad  transportation  and  ocean  ship- 
ping will  be  discussed  at  the  ninth  annual  meeting  of  the  Cham- 
ber of  Commerce  of  the  United  States  at  Atlantic  City,  April  27 
to  29.  The  sale  of  Shipping  Board  vessels,  the  continuance  of 
the  Shipping  Board  and  its  functions  as  an  operating  organiza- 
tion and  differentials  in  cost  of  operation  under  foreign  flags  will 
be  discussed.  The  railroad  transportation  group  will  go  into  a 
report  by  the  chamber's  railroad  committee,  the  present  finan- 
cial situation  of  the  railroads  in  relation  to  plans  for  consolida- 
tion, and  the  shippers'  part  in  rate  making. 


MINOR  COMMISSION   ORDERS 

The  Acme  Foundry  Company  and  the  Cherryvale  Iron  Works 
have  been  permitted  to  intervene  in  No.  12230,  United  Iron 
Works,  Inc.,  vs.  A.  T.  &  S.  F.  et  al. 

The  orders  in  No.  10417,  Arkansas  Jobbers'  &  Manufac- 
turers' Assn.  vs.  C.  R.  I.  &  P.  Ry.  et  al.,  and  fourth  section 
•order  No.  7805,  grain  and  grain  products  to  points  in  Arkansas, 
have  been  modified  to  become  effective  May  1  instead  of  April  1. 

The  Commerce  Association  of  Aberdeen  has  been  permitted 
to  intervene  in  No.  12268,  Board  of  Railroad  Commissioners  of 
;South  Dakota  vs.  C.  &  N.  W.  Ry.  et  al. 
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Personal  Notes 


Stuart  A.  Allen  Is  appointed  freight  traffic  manager  of  the 
Baltimore  &  Ohio  Railroad  Company  at  Chicago,  vice  O.  A.  Con- 
stans,  who  died. 

The  Rutland  Railroad  has  opened  an  office  In  Chicago  in 
charge  of  C.  B.  Newcomb,  general  agent,  formerly  west  bound 
agent  of  the  New  York  Central. 

The  Shippers'  Conference  Committee  of  Greater  New  York,  at 
its  meeting  March  8,  elected  officers  as  follows:  W.  J.  L.  Ban- 
IKIIU.  i ruffle  manager  of  the  Otis  Elevator  Company,  chairman; 
J.  A.  Hoffman,  traffic  manager  of  the  American  Manufacturing 
Company,  vice-chairman;  P.  W.  Moore,  traffic  manager  of  the 
Queensboro  Chamber  of  Commerce,  secretary-treasurer,  and  T. 
T.  Harkrader,  traffic  manager  of  the  American  Tobacco  Company, 
chairman  of  the  board  of  directors.  Mr.  Harkrader,  the  retiring 
president,  told  of  the  year's  work.  The  association  started  a 
year  ago  with  thirty-six  members — it  now  has  196  and  is  still 
growing. 

Robert  N.  Collyer  has  been  made  vice-chairman  of  the  traffic 
executive  committee,  Eastern  Territory. 

William  S.  McNair  has  been  appointed  general  agent  for  the 
Chesapeake  &  Ohio  at  Chicago.  P.  E.  Landmeier  has  been  ap- 
pointed contracting  agent  for  the  same  lines  at  Detroit,  vice 
Arthur  B.  Long,  promoted. 

The  Salt  Lake  &  Utah  Railroad  has  announced  the  election 
of  Ross  Season,  former  traffic  manager,  to  the  vice-presidency 
of  the  road.  A.  V.  Kipp,  former  freight  and  passenger  agent,  has 
been  promoted  to  the  traffic  manager's  position.  J.  F.  Keate  has 
been  appointed  commercial  agent  and  the  position  of  general 
freight  and  passenger  agent  has  been  abolished. 

The  following  transfers  and  appointments  have  been  an- 
nounced by  the  Gulf  Coast  Lines:  J.  B.  Graham,  commercial 
agent  at  Baton  Rouge,  succeeding  C.  A.  Richardson,  who  has 
been  transferred  to  the  transportation  department.  R.  W.  Butler 
and  F.  W.  Elder  have  been  appointed  commercial  agents  at 
Dallas  and  Houston,  respectively. 

J.  W.  Bray  has  been  appointed  assistant  general  freight 
agent  for  the  Southern  Railway  System  at  Atlanta,  succeeding 
George  H.  Karr,  who  has  been  appointed  traffic  manager  at  At- 
lanta, by  the  Southeastern  Express  Company.  W.  T.  Turner 
has  been  appointed  by  the  Southern  to  succeed  Mr.  Bray  as 
division  freight  agent  at  Greensboro  and  Hamilton  Baxter  will 
succeed  Mr.  Turner  as  division  freight  agent  at  Norfolk.  E.  R. 
Gardner  has  been  appointed  commercial  agent  at  Washington, 
the  position  formerly  held  by  Mr.  Baxter.  Paul  A.  Wright  has 
been  appointed  assistant  general  freight  agent  in  charge  of 
solicitation  at  Atlanta, 

Wible  L.  Mapother,  formerly  first  vice-president  of  the  L.  & 
N.,  has  been  elected  president  by  the  directors  of  that  road. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

At  a  recent  meeting  of  the  El  Paso  Traffic  Club  the  following 
officers  were  elected:  President,  N.  L.  Rankin,  soliciting  freight 
agent,  T.  &  P.  Railroad;  vice-presidents,  J.  D.  Neely,  traffic  mana- 
ger, Krakauer-Zork  Co.;  W.  C.  McCormick,  assistant  general 
freight  and  passenger  agent,  Southern  Pacific,  and  H.  D.  Mc- 
Gregor, division  passenger  agent,  E.  P.  &  S.  W.  Railroad;  secre- 
tary-treasurer, George  Deck,  district  passenger  agent,  T.  &  P. 
Railroad. 


The  first  regular  meeting  of  the  Miami  Valley  Traffic  Club 
was  held  at  the  Hotel  Gibbons,  Dayton,  Ohio,  March  7.  W.  E. 
Boyer,  president  of  the  club,  presided.  The  principal  speaker 
was  R.  B.  Mann,  superintendent  of  the  Baltimore  &  Ohio,  who 
addressed  the  meeting  on  the  subject  of  the  national  agree- 
ments which  are  now  on  trial  before  the  Labor  Board.  Brent 
Arnold,  general  freight  agent  of  the  Louisville  &  Nashville  at 
Cincinnati,  W.  V.  Kennedy,  assistant  general  freight  agent  of 
the  Erie  at  Chicago,  and  the  Rev.  Emil  Bauman  of  Dayton  were 
the  chief  guests.  The  club  plans  to  hold  its  monthly  meetings 
alternatively  at  each  of  the  Miami  Valley  cities. 

The  members"  of  the  Traffic  Club  of  Utica  held  their  regular 
meeting  in  the  Chamber  of  Commerce  rooms  on  March  8.  They 
were  addressed  by  Norman  D.  Chapin,  manager  of  the  traffic 
bureau  of  the  Syracuse  Chamber  of  Commerce,  who  spoke  on 
"Industrial  Traffic  Management." 

At  the  regular  meeting  of  the  Traffic  Club  of  New  Jersey, 
held  in  the  Down  Town  Club,  Jersey  City,  March  8,  the  subject 
of  discussion  was  the  regulation  of  street  traffic.  Sergeant  George 
Darragh,  of  the  New  York  City  police  department  traffic  squad, 
spoke  on  the  problems  of  street  traffic  and  their  solution.  Cap- 
tain George  Boyle,  of  the  Jersey  City  police,  was  in  attendance. 

The  Transportation  Club  of  Louisville  is  planning  a  series 
of  noon-day  luncheon  meetings,  the  first  of  which  is  to  take 


place  on  March  29.    Short  talks  on  traffic  subjects  will  be  given 
by  railroad  and  Industrial  men. 

At  a  luncheon  of  the  Traffic  Club  of  Chicago,  March  17,  P.  8. 
Kiistls,  passenger  traffic  manager  of  the  C.  B.  ft  Q.,  spoke  on 
"The  High  Cost  of  Travel." 


The  Traffic  Club  of  Memphis  entertained  railroad  officials 
who  were  In  Memphis  for  a  lumber  conference  at  a  dinner  March 
14.  Short  talks  advising  more  optimism  In  viewing  the  present 
business  situation  were  made  by  F.  B.  Bowes,  vice-president  of 
the  Illinois  Central,  C.  E.  Perkins,  vice-president  of  the  Missouri 
Pacific,  and  George  R.  James.  Other  talks  were  made  by  Mayor 
Paine,  E.  R.  Oliver,  freight  traffic  manager.  Southern  Railway, 
Cincinnati;  C.  P.  J.  Mooney,  editor  of  The  Commercial  Appeal; 
Hugh  Humphrey  of  Memphis;  Col.  A.  H.  Egan,  general  superin- 
tendent of  the  Yazoo  &  Mississippi  Valley;  S.  M.  Nlckey,  lumber- 
man; W.  J.  Prescott,  vice-president  of  the  Memphis  Coal  Com- 
pany; R.  L.  Brown,  president  of  the  Brown  Coal  Company;  W. 
C.  Hull,  assistant  to  the  president  of  the  Chesapeake  it  Ohio  Rail- 
road, Richmond,  Va.;  J.  M.  Watson,  traffic  manager  of  the  Cot- 
ton Belt;  Fred  Zimmerman,  vice-president  of  the  Monon  Rail- 
road, Chicago.  Other  out-of-town  guests  at  the  dinner  were  A. 
R.  Smith,  vice-president  of  the  Louisville  ft  Nashville,  Louisville; 
S.  H.  Johnson,  vice-president  of  the  Rock  Island  lines,  Chicago; 
Alexander  Hilton,  vice-president  of  the  Frisco,  St.  Louis;  C:  8. 
Fay,  freight  traffic  manager  of  the  Southern  Pacific  Railroad  at 
New  Orleans.  President  J.  M.  Walsh  of  the  Traffic  Club  told 
why  the  club  was  organized  and  of  its  purposes.  He  introduced 
Col.  S.  B.  Anderson,  who  presided  as  toastmaster. 


OHIO  TRAFFIC  LEAGUE 

At  the  annual  meeting  of  the  Ohio  State  Industrial  Traffic 
League  at  Youngstown,  March  9,  the  following  officers  and 
directors  were  elected:  President,  H.  D.  Rhodehouse,  Youngs- 
town;  vice-presidents,  L.  G.  Macomber,  Toledo,  and  F.  M.  Ren- 
shaw,  Cincinnati;  secretary-treasurer,  J.  G.  Young,  Columbus; 
directors,  F.  H.  Baer,  traffic  commissioner,  Cleveland  Chamber  of 
Commerce;  G.  L.  Cory,  manager,  Springfield  (Ohio)  Traffic  As- 
sociation; O.  J.  Vesper,  traffic  manager,  Mansfield  Sheet  &  Tin 
Plate  Co.,  Mansfield,  Ohio;  J.  E.  Harris,  traffic  manager,  Jeffrey 
Manufacturing  Co.,  Columbus;  A.  Z.  Baker,  traffic  manager, 
Cleveland  Provision  Co.,  Cleveland;  E.  T.  Butler,  traflic  man- 
ager, Board  of  Trade,  Warren,  Ohio;  E.  W.  Huberty,  traffic  man- 
ager, Berger  Manufacturing  Co.,  Canton;  W.  W.  Hall,  traffic  com- 
missioner, Akron  Chamber  of  Commerce;  A.  C.  Graham,  traffic 
manager,  the  Youngstown  Sheet  &  Tube  Co.,  Youngstown;  H.  B. 
Pelton,  traffic  manager,  Jennison  &  Wright  Co.,  Toledo.  The 
League  went  on  record  as  being  opposed  to  any  state  legislation 
that  would  mean  large  additional  expenditures  by  the  carriers 
and  ultimately  place  a  further  burden  on  the  shipping  public. 
The  September  meeting  will  be  held  at  Toledo. 


TRANSPORTATION    OF    DANGEROUS    ARTICLES 

In  a  supplementary  order  in  No.  3666,  Regulations  for  the 
Safe  Transportation  of  Explosives  and  other  Dangerous  Articles, 
the  Commission  has  ordered  that  the  first  clause  of  paragraph 
1861  (a),  be  amended,  effective  March  15,  so  as  to  read  as  follows: 

For  cylinders  manufactured  under  I.  C.  C.  specification  No.  4. 
and  also  for  all  cylinders  of  that  type  manufactured  previous  to  March 
31.  1912,  the  test  pressure  on  and  after  July  15,  1921,  must  be  not 
less  than  900  pounds  per  square  Inch. 

The  regulation  relates  to  tank  cars  constructed  prior  to 
March  31,  1912,  the  cylinders  of  which  do  not  conform  to  the 
regulations  now  in  effect.  Tests  made  on  some  of  the  older 
cylinders  show  that  they  will  meet  the  requirements  intended  to 
assure  safety,  although  they  do  not  conform  to  the  text  of  the 
regulations. 


MAIL   PAY  CASE   REOPENED 

The  Commission  has  reopened  No.  9200,  Railway  Mail  Pay, 
on  the  application  of  the  Bangor  &  Aroostook  and  other  New 
England  railroads,  which  are  of  the  opinion  that  the  Commission 
should  increase  their  revenues  by  allowing  them  higher  rates 
for  the  transportation  of  the  mails. 


NORWOOD  AND  ST.  LAWRENCE   BONDS 

The  Norwood  &  St.  Lawrence  Railroad  Company  has  applied 
to  the  Commission  for  authority  to  issue  and  sell  $199,000  of  its 
first  mortgage  5  per  cent  bonds  for  the  purpose  of  discharging  or 
refunding  notes  and  other  current  indebtedness. 


A.  F.  &  G.   BONDS 

The  Alabama,  Florida  &  Gulf  Railroad  Company  has  applied 
to  the  Commission  for  authority  to  issue  $150,000  of  7  per  cent 
first  mortgage  sinking  fund  gold  bonds,  $100,000  of  which  are 
to  be  sold  at  once  for  the  purpose  of  extending  applicant's  line 
from  Cowarts,  Ala.,  to  Dothan,  Ala.,  and  from  Greenwood,  Fla., 
to  Marianna,  Fla. 
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CAR  SURPLUS  AND  SHORTAGE 

The  Traffic  World  Washington  Bureau 

The  average  daily  surplus  of  freight  cars  in  the  week  ending 
March  8  amounted  to  422,207  cars,  as  compared  with  413,450  cars 
the  preceding  week,  according  to  the  weekly  compilation  made 
from  reports  of  carriers  by  the  car  service  division  of  the  Ameri- 
can Railway  Association.  The  average  daily  shortage  was  459 
cars. 

The  surplus  was  made  up  of  the  following  classes  of  equip- 
ment: Box,  164,005;  ventilated  box,  1,579;  auto  and  furniture, 
8,873;  flat,  14,079;  gondola,  130,013;  hopper,  60,999;  all  coal 
(gondola  and  hopper),  191,012;  coke,  10,985;  S.  D.  stock,  19,655; 
D.  D.  stock,  1,086;  refrigerator,  7,107;  tank,  3,168;  miscellaneous, 
658. 

The  shortage  was  made  up  of  the  following  classes  of  equip- 
ment: Box,  203;  flat,  26;  gondola,  18;  hopper,  21;  S.  D.  stock, 
12;  D.  D.  stock,  90;  refrigerator,  89. 


PAYMENTS   TO    CARRIERS 

The  Traffic  World  Washington  Bureau 

The  Commission,  since  the  enactment,  February  26,  of  sec- 
tion 212  amending  the  transportation  act  by  authorizing  partial 
payments  under  section  209  of  said  act,  has  certified  to  and 
including  March  15,  partial  payments  as  follows: 

Tennessee   Central    115.000.00 

Ulster  &   Delaware JJS'fM 

Chicago,  Milwaukee  &  St.  Paul  %  637,190.05 

Great   Northern    6,000,000.00 

Northern   Pacific   7.000,000.00 

Chicago,    Burlington   &   Quincy    7,000,000.00 

Chicago  &  Alton   800,000.00 

Illinois    Central     2.376.000.00 

Texas  &  Pacific  1,000,000.00 

Chicago  Great  Western   835,000.00 

Raritan  River   60,000.00 

Gulf,    Mobile  &   Northern    150,000.00 

Philadelphia  &  Reading  2,000,000.00 

Chicago,   Milwaukee  &   St.   Paul    2,500,000.00 

Trans-Mississippi    Terminal     110,000.00 

Chicago,  Rock  Island  &  Pacific   6,000,000.00 

Chicago  Great  Western   500,000.00 

Chicago,   Indianapolis  &  Louisville    400,000.00 

Gulf,  Mobile  &  Northern   60,000.00 

Chicago   &   Northwestern    12,000,000.00 

Total     .149,752,990.05 

A  certificate  for  a  partial  payment  of  $27,000  to  the  Central 
New  York  Southern  Railroad  Corporation  was  issued  March  16. 

The  Treasury  Department  has  announced  the  payment  of 
$110,000  to  the  Trans-Mississippi  Terminal  Railroad  Company 
on  a  part  payment  certificate  issued  by  the  Commission.  Loans 
of  $1,500,000  to  the  Western  Maryland  Railway  Company  and 
$579,000  to  the  Indiana  Harbor  Belt  Railroad  Company,  au- 
thorized by  the  Commission,  also  have  been  paid  by  the  Treasury. 
A  payment  of  $20,000  was  made  to  the  receiver  of  the  San  An- 
tonio, Uvalde  &  Gulf  Railroad  Company  under  a  certificate  issued 
by  the  Commission  on  an  application  for  an  advance  on  the 
guaranty  due  that  road  made  during  the  guaranty  period. 

The  Treasury  has  paid  the  following  additional  certificates 
for  partial  payments  of  the  guaranty  to  carriers:  Raritan 
River  Railroad  Company  of  New  Jersey,  $60,000;  Philadelphia 
&  Reading,  $2,000,000;  Gulf,  Mobile  &  Northern,  $150,000;  Chi- 
cago, Milwaukee  &  St.  Paul,  $2,500,000.  Payment  of  these  cer- 
tificates by  the  Treasury  Department  was  announced  March  12. 

The  Treasury  Department  has  announced  the  following  addi- 
tional payments  on  partial  payment  certificates:  Chicago  Great 
Western,  $835,000;  Texas  &  Pacific,  $1,000,000;  Ulster  &  Dela- 
ware, $219,800;  Tennessee  Central,  $115,000. 

Payment  of  $150,000  to  the  Central  Vermont  was  made  by 
the  Treasury  on  a  certificate  issued  by  the  Commission  on  an 
application  made  by  that  carrier  in  the  six  months'  guaranty 
period. 

The  Treasury  has  paid  $1,053,000  to  the  Hocking  Valley  and 
$234,000  to  the  New  Orleans,  Texas  &  Mexico,  under  loan  cer- 
tificates issued  by  the  Commission. 

Final  settlement,  under  the  guaranty,  with  the  Western 
Allegheny  Railroad  Company  was  announced  by  the  Commission 
March  15,  when  it  issued  a  certificate  for  $114,414.91  to  that 
carrier.  The  order  provided,  however,  that  the  total  due  was 
$114,941.96,  but  there  must  be  deducted  from  that  sum  $527.05 
due  from  the  carrier  to  the  government  on  account  of  traffic 
balances  or  other  indebtedness. 

This  road,  which  operates  between  Bradys  Bend  and  West 
Pittsburgh,  Pa.,  the  Commission  held,  was  under  federal  control 
from  January  1  to  June  30,  1918,  and  was  entitled  to  benefit 
under  Section  204  of  the  transportation  act  relating  to  reim- 
bursement of  deficits  incurred  by  short  lines  for  the  period  from 
July  1,  1918,  to  February  29,  1920.  The  Commission  disallowed 
$35,724.83  of  the  road's  claim  for  maintenance. 

Additional  partial  payments  under  the  guaranty,  announced 
by  the  Treasury  Department,  follow:  Chicago,  Rock  Island 
&  Pacific,  $6,000,000;  Chicago  Great  Western,  $500,000;  Chicago 
&  North  Western,  $12,000,000;  Chicago,  Indianapolis  &  Louis- 
ville, $400,000.  These  payments  brought  the  total  paid  out  in 


partial  payments  since  the  Winslow  partial  payment  bill  became 
effective  February  26  to  $49,702,990.05  as  of  March  16. 

The  Treasury,  Department  has  been  acting  promptly  on  the 
partial  payment  certificates  issued  by  the  Commission,  payment 
being  announced  in  most  instances  on  the  same  day  or  the  day 
after  the  Commission  has  announced  the  issuance  of  the  cer- 
tificates. 

The  total  payments  to  railroads  under  the  transportation 
act,  including  loans,  advances  on  the  guaranty,  partial  payments 
of  the  guaranty,  reimbursement  of  deficits  incurred  by  short 
lines  during  federal  control  and  in  final  settlement  of  the  guar- 
anty, amounted  to  $504,031,514.32  as  of  March  16,  the  Treasury 
Department  announced.  Of  the  $300,000,000  revolving  fund, 
from  which  the  loans  are  made,  $188,982,137  has  been  paid  to 
railroads.  The  advances  made  under  the  guaranty  amount  to 
$263,192,874. 


INCREASED  CAR  LOADING 

The  Traffic   World  Washington  Bureau 

An  increase  in  the  car  loading,  believed  to  be  worth  atten- 
tion, took  place  the  week  ending  March  5.  The  total,  as  an- 
nounced by  the  American  Railway  Association  car  service  divi- 
sion, March  15,  in  advance  of  its  weekly  bulletin  showing  de- 
tails of  the  loading,  was  712,822  cars,  compared  with  658,822  the 
week  ending  February  26.  The  week  ending  February  26  in- 
cluded a  holiday,  so  the  increase  of  54,605  cars  must  be  con- 
sidered in  the  light  of  that  fact. 

The  loading  was  the  heaviest  of  the  year  and  the  first  nota- 
ble increase  since  October  last.  Merchandise  and  miscellaneous, 
and  grain  caused  the  heavier  loading.  Merchandise  and  mis- 
cellaneous constituted  a  single  classification  until  a  few  months 
ago.  At  present  they  are  separate  classifications,  but  in  order 
that  the  figures  for  1919  and  1920  may  be  made  comparable 
with  those  for  1921  the  loadings  under  each  of  those  classifica- 
tions have  been  totaled. 

These  totals  are  inferior  to  those  of  1920  for  the  correspond- 
ing weeks,  but  they  are  greater  than  those  for  1919 — the  early 
part  of  which  was  a  period  of  depression  on  account  of  the 
slowing  up  that  took  place  after  the  signing  of  the  armistice. 
In  the  week  ending  March  5,  1919,  the  loading  was  only  675,276 
and  in  the  week  preceding  that  666,708.  The  tendency  in  1919, 
in  the  weeks  ending  February  26  and  March  5,  as  with  the 
same  weeks  of  this  year,  was  upward. 

Increase  in  merchandise  loading  is  taken  as  indicating  that 
there  has  been,  or  soon  will  be,  resumption  in  manufacturing 
of  that  kind.  The  stuff  loaded  the  week  ending  March  5  may 
have  been  taken  from  warehouses,  but  the  fact  that  it  was 
moved,  it  is  believed,  indicates  that  even  if  the  factories  have 
not  resumed,  they  soon  must  begin  work  to  fill  the  spaces 
cleared  by  the  heavier  loading  reported  in  the  week  ending 
March  5.  The  heavier  loading  of  grain  may  be  due  to  the 
fact  that  farmers  who  were  disappointed  with  the  prices  offered 
last  fall  have  given  up  hope  of  better  realization,  or  that  there 
has  been  an  increase  in  the  demand,  due  to  the  depletion  of  the 
stocks  of  grain  products.  The  most  that  can  be  asserted  with 
certainty  is  that  more  grain  moved  in  that  week  than  in  the 
preceding. 

The  loading  of  revenue  freight  by  districts  in  the  week  end- 
ing March  5  as  compared  with  the  corresponding  week  of  1920 
was  as  follows: 

Eastern  district:     Grain  and  grain  products,  6,305  and  5,861; 
live   stock,   2,617   and   3,212;    coal,   40,116   and   47,951;    coke,   893 
and  3,516;  forest  products,  7,348  and  6,128;  ore,  681  and  2,744; 
merchandise,  L.  C.   L.,  50,514  and  32,387;    miscellaneous,  58,016  I 
and  90,262;  total,  1921,  166,490;  1920,  192,061;  1919,  159,670. 

Allegheny  district:  Grain  and  grain  products,  2,386  and  ; 
2,648;  live  stock,  2,575  and  2,704;  coal,  44,258  and  48,833;  coke,  : 
4,722  and  3,791;  forest  products,  3,034  and  3,872;  ore,  1,809  i 
and  2,967;  merchandise,  L.  C.  L.,  37,682  and  39.330;  miscel-  • 
laneous,  45.697  and  64,081;  total,  1921,  142,263;  1920,  168,226; 
1919,  134,327. 

Pocahontas    district:     Grain    and   grain    products,    180   and 
147;  live  stock,  90  and  73;   coal,  14,125  and  21,934;  coke,  59  and  i 
728;  forest  products,  1,461  and  1,856;  ore,  36  and  292;  merchan- 
dise,  L.   C.  L.,  2,648  and  168;    miscellaneous,   5,407  and   10,342;  I 
total,  1921,  24,006;   1920,  35,540;    1919,  26,553. 

Southern    district:     Grain     and     grain    products,    4,397    and 
3,470;   live  stock,  2,188  and  2,288;   coal,  20,717  and  24,191;   coke,  C 
600  and   194;    forest  products,   13,837   and   17,495;    ore,   872   and 
2,799;    merchandise,  L.  C.  L.,  38.513  and   20,552:    miscellaneous, 
33,533  and  56,432;  total.  1921,  114,657;  1920,  127,421;  1919,  110,784.  jj 

Northwestern  district:    Grain  and  grain  products,  11.554  and  j 
8.417;    live  stock,   8,906  and   7,209;    coal,  5,232   and  9,883;    coke, 
1,272   and   1,261;    forest   products,   16,874   and   19,468;    ore,   1,331 1 
and    1,363;    merchandise,    L.    C.    L.,    25,901    and    20.304;    miscel- M 
laneous,   29,922   and    39,866;    total,   1921,   100,992;    1920,   107,771;  |i 
1919,  101,147. 

Central  Western  district:  Grain  and  grain  products,  12,- 
414  and  8,836;  live  stock,  10,089  and  10,018;  coal,  15,227  and 
23,057;  coke,  211  and  333;  forest  products,  3,222  and  5,907; 
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or.'.  2,036  ami  2,799;  merchandise,  L.  C.  L.,  29,302  and  24242- 
miscellaneous,  33,298  and  42,934;  total,  1.921,  106,799;  1920  'l!8- 
126;  1919,  93,684. 

Southwestern  district:  Grain  and  grain  products,  4,700  and 
3,935;  live  stock,  1,792  and  2,447;  coal,  3,761  and  6,423;  coke, 
71  and  281;  forest  products,  6,440  and  7,230;  ore,  450  and  661; 
merchandise,  L.  C.  L..  16,508  and  15,989;  miscellaneous,  24953 
and  25,005;  total,  1921,  58,675;  1920,  61,961;  1919,  49,105. 

Total  all  roads:  Grain  and  grain  products,  41,936  and  33- 
314 ;  live  stock,  28,257  and  27,951;  coal,  143,436  and  182,272- 
coke,  7.828  and  10,104;  forest  products,  52,216  and  61,956;  ore 
7,315  and  13,615;  merchandise,  L.  C.  L.,  201,068  and  152972- 
miscellaneous,  230,826  and  328,922;  total,  1921,  712882-  1920* 
811,106;  1919,  675,270. 

Note. — L.  C.  1..  merchandise  loading  figures  for  1921  and  1920  are 
int  comparable  »»  some  of  the  roads  are  not  able  to  separate  their 
I,.  (\  L,.  freight  and  miscellaneous  of  1920.  Add  merchandise  and  mls- 
relhuieous  figures  to  get  fair  comparison. 

REVENUE  TRAFFICTSUMMARY 

Thi  Traffic  World   Washington  Bureau 

In  the  eleven  months  ending  with  November,  1920,  the  large 
steam  railroads  of  the  United  States  carried  2,061,770,445  of 
revenue  tons  of  freight,  including  tons  from  connecting  car- 
riers, as  compared  with  1,869,674,772  tons  in  the  same  period  of 
1919,  according  to  a  revenue  traffic  summary  issued  by  the 
bureau  of  statistics  of  the  Commission  March  10.  The  report 
covered  233,185  miles  of  road  in  the  1920  period  as  against 
232,233  miles  in  1919. 

Revenue  tons  carried  one  mile  amounted  to  378,184,245,000 
in  the  1920  period,  as  compared  with  333,161,509,000  In  1919. 

Freight  revenue  totaled  $3,927,14Y,659  in  the  eleven  months 
of  1920,  as  compared  with  $3,239-,651,541  in  1919. 

The  average  miles  per  revenue  ton  per  railroad  amounted 
to  183.43  in  the  1920  period,  as  against  178.19  in  the  1919  period. 

The  revenue  per  ton  mile  was  1.038  cents  in  1920,  as  com- 
pared with  .972  cent  in  1919. 

Revenue  passengers  carried  totaled  1,135,024,107,  as  com- 
pared with  1,073,900,663  in  1919.  Revenue  passengers  carried 
one  mile  numbered  43,080,084,000,  as  against  42,389,225,000  in 
1919. 

Passenger  revenue  totaled  $1,168,949,898  in  the  1920  period 
against  $1,075,650,246  in  the  1919  period.  The  average  miles 
per  revenue  passenger  per  railroad  amounted  to  37.96  in  1920, 
as  against  39.47  in  1919.  The  revenue  per  passenger  per  rail- 
road was  $1.030,  as  against  $1.002  in  1919.  The  revenue  per 
revenue  passenger  mile  was  2.713  cents,  as  against  2.538  cents 
in  1919. 

For  the  month  of  November  the  number  of  revenue  tons 
carried,  including  tons  from  connecting  carriers,  was  192,240,- 
206,  as  against  162,330,224  in  November,  1919;  revenue  tons 
carried  one  mile,  34,499,318,000,  as  against  29,851,389,000  in  No- 
vember, 1919. 

Freight  revenue  totaled  $435,768,497,  as  against  $302,475,243 
in  November,  1919;  the  average  miles  per  revenue  ton  per  rail- 
road amounted  to  179.46,  as  against  183.89  in  November,  1919, 
and  the  revenue  per  ton  mile  amounted  to  1.263  cents,  as 
against  1,013  cents  in  November,  1919. 

Revenue  passengers  carried  in  November  totaled  96,783,429, 
as  against  95,239,268  in  November,  1919;  revenue  passengers 
carried  one  mile  totaled  3,518,107,000,  as  against  3,540,294,000 
in  November,  1919. 

Passenger  revenue  totaled  $106,212,679  in  November,  as 
against  $92,363,801  in  November,  1919.  The  average  miles  per 
revenue  passenger  per  railroad  amounted  to  36.35,  as  against 
37.17  in  November,  1919;  revenue  per  passenger  per  railroad 
amounted  to  $1.097,  as  against  $0.970  in  November,  1919;  the 
revenue  per  passenger  mile  was  3.019  cents,  as  against  2.609 
cents  in  November,  1919. 


SUMMARY  OF  GAR  CONDITIONS 

The  Traffic   World  Washington  Bureau 

W.  L.  Barnes,  executive  manager  of  the  car  service  division 
of  the  American  Railway  Association,  in  his  general  summary 
of  conditions  as  of  March  11,  said: 

Box  Cars:  Ample  supply  for  all  requirements.  Demand  for 
grain  cars  increasing  in  the  west.  Very  important  that  cars  be 
loaded  strictly  in  accordance  with  car  service  rules  to  reduce 
the  empty  mileage  to  the  minimum. 

Auto  Cars:  Cars  should  be  disposed  of  in  accordance  with 
car  service  rules.  Where  loaded  with  freight  other  than  auto- 
mobiles, care  should  be  exercised  to  avoid  commodities  which 
leave  a  residue  which  will  damage  the  finish  of  autos  when  later 
used  in  that  service. 

Stock  Cars:  Practically  all  requirements  being  protected. 
Surplus  cars  should  be  disposed  of  according  to  car  service  rules. 

Refrigerator  Cars:  The  refrigerator  car  supply  Is  adequate 
In  all  sections.  There  seems,  however,  to  be  some  tightening  up. 
Potato  shipments  have  recently  been  quite  active;  also  some  In- 
crease In  the  demand  for  dairy  and  similar  loading.  All  rail- 


roads should  give  special  attention  to  the  repair  of  refrigerator 
cars  as  undoubtedly  the  demand  will  be  quite  active  In  the  near 
future  and  the  cars  will  have  to  be  suitable  for  perishable  freight 
under  refrigeration. 

Open  Top  Cars:  From  the  reports  received  thus  far  It  Is 
estimated  that  bituminous  coal  production  during  the  first  fifteen- 
day  period  of  March  will  average  about  7,350,000  tons  per  week, 
which  la  practically  the  same  as  the  performance  during  the 
last  half  of  February. 

There  has  been  no  noticeable  Increase  in  the  demand  for 
open  top  cars  during  the  past  few  weeks  and  heavy  surplus  of 
this  class  of  equipment  continues  with  further  Improvement 
noted  In  the  number  of  home  cars  returning  to  the  owning  roads. 

Within  a  few  weeks  the  usual  spring  demand  for  open  top 
cars  to  transport  road  and  building  construction  materials  will 
be  upon  us.  U  Is  obvious  that  necessity  exists  for  a  decided  re- 
duction in  the  large  number  of  open  top  cars  now  reported  In 
bad  order.  Definite  repairing  programs  should  be  mapped  out 
to  accomplish  improvement  in  this  respect. 

Flat  Cars:  Requirements  have  practically  been  protected. 
Surplus  cars  should  be  sent  to  owning  lines  in  accordance  with 
car  service  rules. 


RATES  ON  SMELTER  PRODUCTS 

Further  hearing  on  No.  10526,  Anaconda  Copper  Mining  Co. 
et  al.  vs.  Ann  Arbor  et  al.,  and  No.  10581,  American  Smelting 
and  Refining  Co.  et  al.  vs.  Ann  Arbor  et  al.,  which  was  reopened 
by  the  Commission  at  the  request  of  the  carriers,  was  held  be- 
fore Examiners  Mackley  and  de  Quevedo  in  Chicago,  March  15. 
The  original  complaints,  which  were  heard  jointly,  involved  the 
.blanketing  of  rates  on  smelter  products  destined  to  Missouri 
River  points  and  east  throughout  the  northwest,  including  Ari- 
zona, Utah,  Montana,  Washington  and  Idaho.  The  allegation 
of  unjustness  and  unreasonableness  was  based  on  the  fact  that 
the  common  rate  from  this  territory  to  Atlantic  coast  points  had 
been  placed  on  a  parity  of  $16.50  a  ton  under  General  Order 
No.  28.  Previous  to  that  time  the  rates  had  been  arranged  in 
state  groups  somewhat  on  a  level  with  the  distance  on  the 
hauls.  The  Commission's  decision  in  these  cases  (57  I.  C.  C. 
723)  found  the  rates  to  Missouri  River  points  and  east  to  be 
unjust,  unreasonable  and  unduly  discriminatory  against  the 
points  furthest  west — Washington  and  Idaho — and  ordered  the 
rates  in  those  states  placed  on  a  par  with  those  in  Arizona, 
Utah  and  Montana.  The  petition  for  reopening  requested  re- 
hearing solely  on  the  question  of  unjust  discrimination. 

A.  T.  Wilcox,  assistant  freight  traffic  manager  for  the  Union 
Pacific,  was  placed  on  the  stand  by  J.  M.  Souby,  attorney  for 
that  line,  and  outlined  the  carriers'  reasons  for  desiring  a  dif- 
ferential between  the  rates  from  Washington  and  Idaho,  on  one 
hand,  and  those  from  Arizona,  Utah  and  Montana,  on  the  other, 
to  points  such  as  Omaha  and  Chicago.  He  said  the  rates  to 
the  Atlantic  coast  were  not  attacked,  though  he  expected  some 
criticism  of  them  to  develop  on  the  part  of  the  respondents,  be- 
cause the  U.  P.  had  recently  put  into  effect  a  $20  rate  from 
Arizona  to  New  York  via  Galveston  and  the  Morgan  Line  steam- 
ers. The  present  rate  from  the  rest  of  the  territory,  as  in- 
creased under  Ex  Parte  74,  is  $22.  Mr.  Wilcox  said  the  dis- 
tances from  smelter  points  in  Washington  and  Idaho  were  from 
five  to  nine  hundred  miles  greater  to  Omaha  than  the  distances 
from  smelter  points  In  the  other  three  states.  He  pointed  out 
that  differentials  apply  in  favor  of  the  Washington  and  Idaho 
points  on  shipments  moving  to  the  Pacific  coast  for  export  or 
shipment  through  the  canal.  In  his  opinion,  It  would  only  be 
applying  straight  logic,  therefore,  to  adjust  the  eastbound  rates 
on  a  comparable  differential. 

P.  B.  Beidleman  and  J.  G.  Morrison,  assistant  general  freight 
agents  for  the  Great  Northern  and  the  Northern  Pacific,  re- 
spectively, criticized  the  Commission's  order  in  these  cases, 
saying  that  it  "had  destroyed  a  very  delicate  rate  adjustment 
which  had  been  twenty  years  in  the  building." 

The  American  Smelting  &  Refining  Company  (A.  B.  Hayes, 
attorney)  and  the  Anaconda  Copper  Mining  Company  (Warren 
Nichols,  attorney)  intervened  in  the  proceedings.  F.  R.  Raiff, 
traffic  manager  for  the  smelting  and  refining  company,  intro- 
duced exhibits  which  purported  to  show  that  his  company's 
plant  at  East  Helena,  Mont.,  was  being  discriminated  against, 
due  to  the  fact  that  it  had  to  obtain  its  ore  concentrates  from 
the  Bradley,  Idaho,  mines.  The  smelting  plant  at  Bradley  merely 
had  to  pay  a  nominal  switching  charge  to  obtain  this  ore,  he 
said,  while  the  rates  to  East  Helena  amounted  to  $3  a  ton.  As 
a  result,  the  Bradley  smelter  could  lay  down  a  ton  of  lead 
bullion  in  New  York  for  $14  less  than  the  East  Helena  plant, 
although  it  was  170  miles  more  distant. 

Agreement  was  reached  on  one  point,  at  least,  at  the  second 
day  of  the  hearing.  Warren  Nichols,  attorney  for  the  Inter- 
national Smelting  Company,  Tacoma,  Wash.,  expressed  a  de- 
sire on  the  part  of  his  company  to  be  left  out  of  the  blanket 
of  rates  covering  Arizona,  Utah,  Montana,  Washington  and  Ore- 
gon, which  the  roads  are  now  seeking  to  raise  and  which  the 
lead  smelters  In  western  Washington  and  Idaho  are  seeking 
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to  retain.  Mr.  Nichols  said  the  International  was  a  copper 
smelting  plant  and  as  such  did  not  come  into  competition  with 
the  opposing  smelters.  Most  of  the  ore  used  by  his  smelter,  he 
said,  was  imported  from  South  America  and  Alaska  and  was 
shipped  east  via  the  Panama  Canal. 

Leonard  Way,  chief  of  the  traffic  department  of  the  Public 
Utilities  Commission  of  Idaho,  and  O.  O.  Calderhead,  traffic  ex- 
pert for  the  Public  Service  Commission  of  Washington,  were 
placed  on  the  stand  and  questioned  by  Attorneys  J.  S.  Wallace 
and  Alfred  G.  Reeves.  Both  these  men  pleaded  for  a  retention 
of  the  present  rate  as  a  means  of  building  up  the  mining  territory 
of  northern  Idaho  and  western  Washington,  although  Mr.  Calder- 
head agreed  that  Tacoma  was  probably  too  far  west  to  be  log- 
ically included  in  the  blanket  rate.  Mr.  Way  said  his  Commis- 
sion had  always  approved  the  principle  of  basing  rates  on  dis- 
tances, but  that  so  long  as  the  roads  were  blanketing  the  rates 
on  lumber,  grain  arid  fruit  throughout  this  territory  the  same 
should  be  done  with  mining  and  smelter  products,  which  com- 
pose 26  per  cent  of  all  the  freight  originating  on  the  lines  of 
the  Idaho  carriers.  He  admitted  that  a  blanket  which  included 
Black  Eagle,  Mont.,  on  the  east  and  Tacoma,  Wash.,  on  the 
west,  a  spread  of  1,100  miles,  might  be  unfair  to  the  railroads 
and  the  shippers,  but  insisted  that  a  blanket  covering  Black 
Eagle  and  the  Bradley  district  in  Idaho,  a  spread  of  400  miles, 
was  reasonable. 

H.  H.  Miller,  general  auditor  for  several  of  the  mines  and 
smelters  in  Wallace,  Idaho,  and  Northport,  Wash.,  was  ques- 
tioned by  Attorney  John  H.  Wourms,  and  testified  that  a  differ- 
ence in  freight  rate  of  only  %  cent  a  hundred  pounds  would, 
under  present  business  conditions,  discriminate  against  the 
mines  and  smelters  in  his  district.  He  said  that  the  common 
practice  in  the  lead  mining  industry  was  for  the  miners  to  sell 
the  lead  and  then  deduct  the  freight  and  smelting  charges.  The 
margin  of  sale,  he  said,  was  often  as  low  as  five  cents  a  ton. 

"Representatives  of  the  roads  stated  here  yesterday,"  said 
Mr.  Miller,  "that  the  rate  adjustment  in  this  district  had  been 
a  very  sensitive  one.  It  could  not,  however,  approach  anything 
so  sensitive  as  the  selling  adjustment  I  have  described.  I  think 
it  is  not  too  extreme  to  say  that  if  the  Idaho  mines  are  again 
compelled  to  go  into  the  Omaha,  Chicago  and  Detroit  districts 
at  a  disadvantage  as  compared  to  the  Montana  districts,  they 
will  simply  have  to  shut  down." 

F.  M.  Smith,  smelter  director  for  the  Bunker  Hill  Smelteries 
at  Bradley,  Idaho,  and  formerly  smelter  director  at  the  Interna- 
tional Lead  Refining  Company,  at  East  Helena,  Mont.,  said  that 
a  statement  to  the  effect  that  the  Bradley  smelters  could  lay 
down  a  ton  of  lead  in  New  York  for  less  than  those  at  East 
Helena  on  account  of  proximity  to  the  mines  was  erroneous. 
He  said  the  higher  freight  rates  that  the  Bradley  plant  had  to 
pay  on  its  coal,  lime  rock  and  coke,  and  the  higher  wage  rates 
more  than  offset  this  difference.  Brief  date  was  set  for  April  15. 


CAPPER  CRITICIZES  NEWSPRINT  RATES 

Thomas  L.  Phillips,  attorney  for  the  Minnesota  and  Ontario 
Paper  Company,  In  its  case  against  the  Northern  Pacific  et  al. 
(No.  11950),  presented  Senator  Arthur  Capper  of  Kansas  as  his 
first  witness  at  the  hearing  before  Examiners  Mackley  and 
de  Quevedo  in  Chicago,  March  17.  The  senator  admitted  that 
he  knew  nothing  of  the  rate  side  of  the  question,  but  his  state- 
ments regarding  the  newspaper  publishing  business  in  general 
and  the  present  conditions  of  it,  as  influenced  by  the  rates  on 
newsprint  paper,  were  at  least  interesting. 

"I  cannot  qualify  as  a  rate  expert,"  said  the  senator,  "but 
as  the  owner  of  publishing  plants  at  St.  Louis,  Kansas  City  and 
Topeka.  which  consume  in  the  aggregate  upwards  of  12.000  tons 
of  newsprint  paper  in  a  year,  I  can  say  with  authority  that  con- 
ditions in  the  publishing  business  in  the  southwest  are  at  present 
the  most  unsatisfactory  that  have  prevailed  in  the  last  twenty- 
five  years.  It  would  be  unfair  to  lay  these  conditions  entirely 
to  the  present  high  rates  on  newsprint  paper,  because  labor  and 
paper  are  still  at  the  high  peak  attained  during  wartime,  but  the 
present  rate  of  44  cents  from  International  Falls,  from  which 
point  we  get  over  half  of  our  paper,  whereas  the  rate  a  year  ago 
was,  I  think,  26  cents,  has  not  a  little  to  do  with  the  present 
difficulty  of  making  our  business  pay.  This  one  rate  alone, 
which,  as  I  have  said,  moves  about  one-half  of  our  paper,  has 
caused  an  Increase  of  $25,000  in  our  freight  expenses  during  the 
past  year. 

"In  our  business  it  is  impossible  to  regulate  our  prices  so  as 
to  pass  these  Increases  on.  Our  advertisers  are  already  com- 
plaining of  decreased  returns  from  their  space  and  asking  a 
return  to  pre-war  prices.  Our  subscriptions  are  falling  off,  and 
in  this  country  where  the  newspapers,  both  metropolitan  and 
rural,  are  practically  the  only  means  of  communication  between 
the  people  and  their  government,  this  is  regarded  as  a  discourag- 
ing sign.  Subscription  and  advertising  revenues  cannot,  there- 
fore, be  increased.  The  newspapers  are  coming  more  and  more 
to  be  elevating  factors  in  the  community  life  and  public  policy 
demands  that  they  have  some  preference  in  transportation. 
This  was  the  case  during  government  control  when  newsprint 


paper  was  classed  as  an   essential  and  given  preference  after 
munitions  and  foodstuffs." 

"Isn't  it  true,"  the  senator  was  asked  by  Attorney  J.  N. 
Davis,  of  the  C.  M.  &  St.  P.,  one  of  the  defendant  carriers,  "that 
the  railroads  are  in  a  financial  position  that  is  equally  as  pre- 
carious as  the  publishing  business  and  that  any  curtailment  of 
revenue  in  favor  of  the  newspapers  will  harm  the  roads?" 

"I  certainly  agree,"  replied  Senator  Capper,  "that  the  present 
railroad  problem  is  one  of  the  serious  problems,  if  not  the  most 
serious  problem,  in  the  United  States  today.  That  something  will 
have  to  be  done  to  remedy  the  condition  is  acknowledged  by  all 
who  have  studied  the  present  plight  of  the  roads.  But  I  do  not 
believe  they  can  be  harmed  by  giving  the  newspapers  their  due; 
if  the  present  rates  are  an  injustice  they  certainly  ought  not  to 
be  continued  regardless  of  the  condition  of  the  carriers. 

"What  is  true  of  the  railroads  is  likewise  true  of  practically 
all  other  business  just  at  present.  The  publishing  business  dif- 
fers from  any  other  business,  however,  due  to  the  fact  that  the 
price  of  paper,  which  has  tripled  in  the  last  four  years,  is  due 
chiefly  to  the  supply  becoming  more  and  more  limited.  In  that 
respect,  at  least,  no  relief  can  be  looked  for  in  the  future." 

At  the  opening  of  the  hearing  it  was  decided  by  the  exam- 
iners to  consolidate  the  case  with  two  other  paper  cases  which 
were  set  for  hearing  at  the  same  time.  These  are  No.  11981, 
Lake  Superior  Paper  Company  et  al.  vs.  Ahnapee  &  Western 
et  al.,  and  No.  12108,  Western  Traffic  Association  vs.  C.  &  N.  W.' 
et  al.  The  cases  attack  the  reasonableness  on  newsprint  paper 
rates  and  have  been  instituted  primarily  to  get  at  a  basis  for 
the  application  of  the  differentials  which  are  expected  to  be 
the  result  of  No.  11028,  Lake  Superior  Paper  Company,  Ltd.,  vs. 
Ahnapee  &  Western  et  al.,  on  which  no  decision  has  as  yet  been 
rendered. 

The  Minnesota  &  Ontario  and  the  Lake  Superior  cases  in- 
volve rates  on  newsprint  paper  only  from  points  of  origin  in  the 
International  Falls  and  Sault  Ste.  Marie  districts  to  points  in  the 
territory  south  of  the  Missouri  and  west  of  the  Mississippi,  in- 
cluding Oklahoma,  Texas,  Missouri,  Arkansas,  Louisiana,  Neb- 
raska, Kansas  and  (in  the  Minnesota  &  Ontario  case)  Colorado. 
The  Western  Traffic  Association,  in  addition  to  involving  rates 
from  the  Fox  River  district  to  the  territory  described,  as  well 
as  Minnesota,  North  and  South  Dakota,  Illinois,  Iowa,  Wisconsin 
and  Michigan,  asks  for  a  reasonable  adjustment  to  these  states 
on  other  paper,  such  as  wall  paper  and  writing  paper,  and  on 
paper  products,  such  as  bags,  towels  and  pulpboard  boxes.  It 
also  attacks  the  present  classifications  on  these  commodities. 

William  N.  Webb,  vice-president  in  charge  of  traffic  of  the 
Minnesota  and  Ontario  Paper  Company,  took  the  stand  im- 
mediately after  Senator  Capper.  He  described  the  process  by 
which  wood  is  turned  into  newsprint  paper  and  explained  by 
means  of  photographs  the  location  of  the  two  plants  of  his  com- 
pany on  opposite  sides  of  the  Rainy  River  at  International  Falls, 
Minn.,  and  Fort  Francis,  Ont,  the  total  inbound  and  outbound 
freight  at  which  two  points  he  said  amounted  to  776,000  tons 
a  year. 

The  proposed  basis  of  rate  application  on  newsprint  paper, 
as  outlined  by  this  witness,  consisted  of  the  establishment  of  a 
number  of  radial  belts  or  zones,  varying  in  width  from  100  miles 
upwards,  south  of  Joplin,  the  whole  territory  forming  a  triangu- 
lar segment,  the  base  of  which  extended  along  the  Gulf  coast 
from  New  Orleans  to  El  Paso  and  the  apex  of  which  was  at 
International  Falls.  The  amount  of  differentiation  in  rate  be- 
tween these  blocks  or  zones  was  based  on  the  Joplin  per  ton 
per  mile  earnings,  which  the  witness  said  the  Commission  had 
prescribed  as  just  and  reasonable  in  the  Muskogee  and  Tulsa 
cases.  Applying  this  to  the  distance  between  Joplin  and  Musko- 
gee, which  lie  centrally  within  two  succeeding  zones  and  are 
100  miles  apart,  the  witness  arrived  at  a  differential  of  4  cents, 
which  he  then  applied  to  each  succeeding  group  regardless  of 
its  width  in  miles.  Points  of  origin  were  grouped  by  the  witness 
within  a  circle  the  radius  of  which  extended  125  miles  from  the 
geographical  center  of  each  group.  " 


CARS   ON    HOME    ROADS 

The  per  cent  of  home  cars  on  home  roads  as  of  March  1  j 
was  67,  according  to  the  car  service  division  of  the  American 

Railway  Association.     The  per  cent  of  bad  order  cars  on  that  ', 

date  was  8.4.     The  percentage  of  freight  cars  on  line  to  owner-  ', 

ship  as  of  March  1  was  96.9,  as  against  99.6  per  cent  in  1920.  | 

The  percentages  by  districts  were  as  follows:   Eastern,  93.7  as  I 

against  104.3  in  1920;  Allegheny  district,  96.8  as  against  92.8  in  I 

1920;  Pocahontas  district,  93.6  as  against  66.1  in  1920;  Southern  i 

district,  99.6  as  against  97.9  in  1920;   Western  district,  98.8  as  , 
against  105.1  in  1920;  Canadian  roads,  95.3  as  against  92.2  in  1920. 


LOAN   FOR   P.  &   E.   ELECTRIC 

The  Philadelphia  &  Easton  Electric  Railroad  has  applied  to  : 
the  Commission  for  a  loan  from  the  government  in  the  amount 
of  $500,000,  which  it  proposes  to  extend  its  operations  into  Phila-  • 
delphia,  Yardley  and  Bristol,  Pa.,  and  Trenton,  N.  J. 
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A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


TRACING  L.  C.  L.  SHIPMENTS 

IMilor  The  Traffic  World: 

Referring  to  Mr.  F.  J.  Tyrrell's  letter  in  the  Open  Forum 
of  the  Traffic  World  of  March  5,  concerning  the  tracing  of  L. 
C.  L.  shipments: 

It  is  necessary  in  our  line  of  work  to  trace  a  great  number 
of  L.  C.  L.  shipments  and  while  we  always  operate  along  the 
same  lines  as  described  by  Mr.  Tyrrell — obtaining  a  copy  of  the 
waybill  at  point  of  origin,  and  following  with  the  agents  at 
junction  points  and  destination — it  takes  a  great  deal  of  time 
in  some  instances  to  obtain  waybilling,  and  we  wonder  and 
would  appreciate  a  discussion  as  to  whether  or  not  it  would 
be  practical  and  profitable  for  the  carriers  to  handle  their  way- 
bill numbers  in  some  similar  manner  to  that  employed  by  the 
express  company.  In  other  words,  it  seems  that  a  great  deal 
of  expense  and  lost  time  as  well  as  inconvenience  on  the  part 
of  the  industrials,  and  bother  on  the  part  of  the  carriers'  clerks, 
would  be  saved  if,  at  the  time  of  shipment,  the  waybill  number 
were  stamped  on  the  face  of  the  bill  of  lading.  This  seems 
entirely  feasible  to  us. 

The  United  Erecting  Company, 
R.  W.  Rockwood,  Traffic  Manager. 

Cleveland,  0.,  March  16,  1921. 


PROFITEERING,  NOT  HIGH  RATES 

Editor  The  Traffic  World: 

In  your  issue  of  March  12  you  comment  on  the  statement 
of  S.  H.  Cowan  of  Texas,  representing  live  stock  and  meat  pro- 
ducing interests,  that  the  amended  act  to  regulate  commerce 
"puts  the  shippers  up  a  tree,"  and  you  say:  "It  would  seem 
that  the  answer  is  that  high  freight  rates  are  made  the  excuse 
for  profiteering  and  that  it  is  profiteering,  not  the  high  rates, 
which  keeps  business  from  moving,  generally  speaking." 

That  expresses  the  opinion  which  has  been  given  to  me  by 
several  men  who  are  in  positions  to  know.  For  example,  a 
man  in  the  leather  trade  says  that  the  retailer,  by  clinging  to 
what  are  substantially  war  prices,  keeps  goods  on  his  shelves 
which  should  long  since  have  been  sold,  thereby  preventing  the 
manufacturer  from  making  new  shoes  to  take  their  places  and 
consequently  preventing  the  dealer  in  hides  and  leather  from 
selling  his  stock.  This  condition  exists  at  a  time  when  there 
are  greater  quantities  of  hides  and  leather  in  the  country  than 
ever  were  known  before. 

I  have  received  precisely  similar  statements  from  men  in 
other  lines  of  production. 

The  railroad,  which  is  the  only  institution  in  this  country 
that  did  not  profiteer,  is  now  under  the  censure  of  those  who 
did  profiteer,  Mr.  Cowan  himself  being  the  representative  of 
one  of  the  most  unconscionable  crowds  that  live  upon  the  toilers 
of  this  country.  In  a  land  of  fatness  they  have  kept  food  from 
hungry  mouths. 

On  March  3  Mr.  Cowan  spoke  at  the  capital  of  Texas  of 
the  dreadful  condition  of  the  farmers  and  the  cattlemen.  He 
said  that  "the  first  thing  to  do  is  to  repeal  this  law  and  to  re- 
establish the  rights  of  the  great  unorganized  army  of  farmers, 
despoiled  stock  raisers  and  others,"  referring  to  the  transporta- 
tion act  of  1920.  He  stated  that  "traffic  has  declined  probably 
one-third"  and  that  "commerce  is  paralyzed."  But  if  these 
statements  were  true  it  would  not  follow  that  the  rates  pre- 
scribed by  the  Commission  under  the  transportation  act  were 
in  any  sense  the  cause  of  the  conditions.  For  example,  if  the 
advance  of  railway  rates  has  operated  as  a  stoppage  to  com- 
merce, then  why  has  not  the  reduction  of  ocean  rates  out  of 
the  ports  of  Texas  moved  cotton  out  of  Mr.  Cowan's  state? 
The  fact  is  that,  although  the  export  rates  have  been  reduced, 
thp  cotton  situation  in  Texas  is  the  most  stagnant  of  all.  On 
this  point  I  quote  from  J.  W.  Terry  of  Galveston,  a  Texan  who 
knows  the  traffic  situation  and  the  needs  of  Texas  perhaps  as 
fully  as  Mr.  Cowan  does: 

While  the  freight  rates  may  be  a  contributing  cause,  the  position 
of  Mr.  Cowan  and  others  who  attribute  all  the  ills  we  now  sustain 
to  the  freight  rates  is  extremely  unfair.  During  the  several  years  of 
depression  accompanied  hy  the  free-silver  agitation,  when  Kansas 
farms  were  being  sold  under  mortgages,  corn  was  being  burned  for 
fuel  and  cotton  was  bringing  four  or  five  cents  a  pound,  there  was 
no  increase  in  freight  rates.  Before  Coxey's  army  marched  on 
WashiriKton  there  was  no  increase  in  freight  rates.  Before  and 
during  the  year  of  depression  which  followed  the  hankers  panic 
(1907).  there  was  no  increase  In  freight  rates.  Recently  the  Increase 
in  freight  rates  has  been  much  less  than  the  reduction  in  ocean  rates, 
so  that  the  net  rate  to  Europe  Is  much  less  than  It  was  a  few  months 


aso— nevertheless,    cotton,   which   Is   nenrer   the   gulf  and   Is   profonMv 
the  most  important  Item  of  export,  has  minYrnl  Ih-  most. 

Recently  a  statement  was  sent  out  from  Florida  that  the 
high  passenger  fares  had  reduced  the  patronage  of  the  resort 
hotels — as  though  It  were  the  duty  of  the  carriers  to  see  that 
resort  hotels  flourish!  But  anyone  capable  of  handling  two 
thoughts  in  succession  knows  that  we  have  Just  enjoyed  In  the 
North  a  Southern  winter,  so  that  there  was  no  reason  why 
people  should  go  to  the  South  and  pay  hotel  rates,  even  If  they 
could  have  been  transported  to  the  land  of  the  magnolia  for 
nothing. 

Why  should  a  man  like  Mr.  Cowan,  who  has  spent  his  life 
in  the  South,  bark  up  a  tree  in  which  plainly  the  opossum  is 
not?  Here  is  the  opossum: 

RAILUOAD  RATE  INCREASES. 

1918— McAdoo's  General  Order  No.  28 $1,000,000,000 

March,   1920— Mall  pay   J5,000,OW 

July,  1920— Ex  Parte  74   , 1.500,000.000 

$2,535,000.000 
RAILROAD  WAGE  INCREASES. 

1017— Adamson   law    $    270,000.000 

1918— McAdoo's  Order  No.   27 905,000,000 

1919— Supplemental  orders    215.000,000 

1920— Labor  Board  award   626,000,000 

$2,016,000.000 

That  shows  that  substantially  all  of  the  rate  increases  have 
gone  to  the  pay-roll.  What  did  not  go  to  the  pay-roll  went  to 
high  cost  of  material.  The  railroads  have  got  nothing  out 
of  the  rate  advances.  The  pay-roll  cannot  be  reduced  while 
the  live  stock  and  packing  interests  represented  by  Mr.  Cowan 
maintain  the  prices  of  meat.  The  pay-roll  cannot  be  reduced 
while  those  same  interests  maintain  the  prices  of  hides,  leather 
and  shoes.  Nor  can  the  pay-roll  be  reduced  while  the  landlord 
in  the  American  city  employs  methods  at  which  the  Irish  land- 
lord of  former  days,  who  was  (with  the  general  approval  of 
mankind)  shot  on  sight,  would  have  blushed. 

The  sum  and  substance  of  the  case  is  that  all  the  profiteers 
are  trying  to  shift  the  responsibility  for  business  stagnation  to 
the  only  instrumentality  in  the  country  that  did  not  and  does 
not  profiteer.  The  transportation  companies  not  only  did  not 
profiteer  during  the  war,  but,  as  somebody  well  put  It,  they 
received  back  their  properties  in  much  the  like  condition  that 
the  owner  of  a  stolen  automobile  finds  his  car  after  it  has 
served  in  a  joy  ride. 

Mr.  Cowan  has  influence  and  ability  enough  to  perform 
for  the  country's  industry  and  commerce  a  distinct  service  at 
this  time;  but  so  far  he  has  been  merely  noisy. 

The  people  of  the  United  States  cannot  continue  to  pay 
war  prices  for  food,  clothing  and  housing.  If  Mr.  Cowan  and 
his  clients  will  bring  down  the  prices  of  meat  and  hides,  then 
live  stock,  leather,  shoes  and  other  articles  will  begin  to 
move  in  commerce  because  all  will  be  able  to  buy  them.  There 
cannot  be  commerce  when  people  cannot  buy.  Business  will 
be  better  when  the  war-leech  lets  go. 

T.  J.  Norton. 
Assistant  General  Solicitor,  A.  T.  &  S.  F.  Ry.  Co. 

Chicago,  March  17,  1921. 

RATES  "ON  LIVE  STOCK 

Tht  Traffic  World  Wnthington  Buna* 

The  National  Live  Stock  Exchange  has  sent  to  the  Com- 
mission for  filing  a  complaint  against  all  class  I  roads,  attacking 
the  present  rates  on  ordinary  live  stock  throughout  the  country. 

The  existing  rates  on  live  stock,  as  made  effective  under 
Ex  Parte  74,  are  attacked  on  the  ground  that  they  were  made 
without  a  showing  that  the  railroads  are  honestly,  efficiently  and 
economically  managed.  The  other  allegation  in  the  complaint  Is 
that  the  collection  of  a  terminal  charge  on  ordinary  live  stock 
is  a  violation  of  section  15  of  the  interstate  commerce  act  Just 
and  non-discriminatory  rates  are  asked  in  the  complaint. 

Everett  C.  Brown,  president  of  the  National  Live  Stock  Ex- 
change, issued  the  following  statement  in  regard  to  the  com- 
plaint: 

"From  all  sections  of  the  country  we  have  reports  indicating 
the  discouraging  and  disheartening  effects  of  the  present  rate 
adjustment,  which,  coupled  with  the  recent  decline  In  live  stock 
values,  gives  to  the  producer  more  than  his  proportionate  share 
of  the  post-war  readjustment  burden. 
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"The  National  Live  Stock  Exchange  includes  in  its  member- 
shin  buyers  and  sellers  of  live  stock  at  the  twenty-seven  impor- 
tant primary  live  stock  markets  of  the  United  States.  Our  mem- 
bers actually  receive  and  ship  more  than  one  million  carloads 
of  live  stock,  and  in  one  year  the  proceeds  from  the  sale  of  1 
stock  was  in  excess  of  four  billion  dollars. 

"We  hope  to  have  this  complaint  consolidated  with  others 
of  similar  nature.  Many  of  these  are  now  in  course  of  prep- 
aration and  our  organization  is  glad  to  lead  the  van  in  a  fight 
to  restore  our  transportation  rates  and  charges  to  normalcy. 

"We  do  not  underestimate  the  importance  of  the  railroads 
of  the  country,  but  neither  do  we  concede  they  are  of  more 
importance  than  that  of  our  basic  industry— agriculture. 

"I  am  convinced  that  many  railroad  -executives  recognize 
the  imperative  need  of  an  early  readjustment  of  their  rates,  ai 
t  is  frequently  stated  that  present  rates  are,  in  many  cases, 
more  than  the  traffic  will  bear.    They  will  not,  however,  vol- 
untarily reduce  these  rates  for  fear  of  the  far-reaching  effi 
of  such  a  precedent. 

"The  Commission  is  charged  with  the  duty  of  seeing  that 
the  railroads  are  honestly,  efficiently  and  economically  managed 
before  it  shall  permit  the  establishment  of  rates  designed 
yield  a  fair  return  upon  the  value  of  railroad  property.     We  hope 
to  have  a  full  investigation  of  this  situation. 

"That  part  of  the  complaint  alleging  that  the  collection  or 
terminal  charges  on  ordinary  live  stock  is  unlawful,  is  borne 
out  by  the  law  as  amended  in  1920.  The  fact  that  all  tariff 
have  not  been  brought  into  conformity  with  the  law  seemingly 
shows  the  indifference  of  some  of  the  carriers  to  the  rights  of 
the  shipping  public."  .  _ 

LIVE  STOCK  LOADING  AND  UNLOADING 


The  Traffic  World  Washington  Bureau 

A  notable  departure  from  its  routine  was  ordered  by  the  Com- 
mission with  respect  to  the  hearing  in  I.  and  S.  No.  1301,  whicl 
was  begun  March  18.    Three  examiners  instead  of  the  customary 
one    were  assigned  to  hear  the  testimony  to  be  offered  by  t 
railroads  in  defense  of  their  tariffs  proposing  to   increase   1 
charge  for  loading  or  unloading  live  stock  to  ?1  a  car.    At  present 
the  rate  for  unloading  is,  as  a  rule,  fifty  cents  and  for  loading, 
seventy-five  cents  a  car.    Assigning  three  examiners  is  expected 
to  enable  the  Commission  to  act  expeditiously. 

The  schedules  under  suspension  cover  the  loading  and  un- 
loading of  live  stock  at  every  important  packing  house  center  in  the 
country.  Some  of  them  were  filed  by  common  carrier  compani 
owned  or  controlled  by  the  packers,  while  the  others  are  tariffs 
of  line-haul  carriers  setting,  forth  that  they  will  make  an  allow- 
ance of  Jl  a  car  to  shippers,  at  the  points  designated  in  the 
tariffs,  for  the  service  of  loading  or  unloading. 

Shippers  are  not  directly  interested.  Under  the  transpor- 
tation act  it  is  made  the  duty  of  carriers  to  load  and  unload 
live  stock.  For  years  the  carriers  have  been  contending  that, 
while  it  is  the  law  that  they  must  provide  places  for  loading  or 
unloading,  or  both,  the  expense  of  that  service  must  be  borne 
by  the  carload  shipper.  To  end  that  dispute  the  live  stock  in- 
terests persuaded  Congress,  at  the  last  session,  to  say,  in  the 
transportation  act,  that  it  is  the  duty  of  the  carrier  to  load 
and  unload. 

Early  in  February  the  owners  of  stock  yards  began  giving 
notice  to  the  trunk  lines  that,  in  March,  the  charge  to  them 
for  the  service  of  unloading  would  be  raised  from  fifty  cents 
to  a  dollar  and  that  the  charge  for  loading  would  be  raised 
from  seventy-five  cents  to  a  dollar.  The  stock  yard  railroads 
like  the  Union  Stock  Yards  &  Transit  Company  at  Chicago,  and 
the  Union  Stockyards  of  Omaha,  filed  their  tariffs  making  the 
increases  and  the  trunk  lines  filed  tariffs  saying  they  would 
absorb  the  charges  of  the  terminal  roads.  Agent  Lowrey,  at 
Chicago,  also  filed  an  absorption  tariff. 

At  points  where  there  are  no  common  carrier  stock  yards 
railroads,  the  line  haul  carriers  filed  tariffs  promising  to  pay  ship- 
pers performing  the  service  one  dollar  per  car. 

So  far  as  the  records  of  the  Commission  show,  not  a  pro- 
test was  filed  against  any  of  the  tariffs.  On  its  own  initiative 
the  Commission  suspended  the  schedules  to  June  29.  The  un- 
derstanding among  Commission  employes  is  that  the  line-haul 
carriers  protested  against  the  increase  in  the  allowance  in  such 
way  that  the  commissioners  knew  they  objected,  but  were  not 
compelled  to  go  on  record. 

For  years  it  has  been  the  insinuation  that  the  trunk  lines 
have  had  to  take  orders  from  big  shippers  lest  they  be  punished 
by  the  diversion  of  tonnage.  The  same  kind  of  intimation  has 
been  made  in  this  case. 

Under  the  law  the  Commission  has  the  power  and  duty  to 
prevent  rebates.  Fundamentally,  the  issue  in  this  case  will  be 
whether  the  charge  of  $1  a  car  will  give  the  owners  of  the  stock 
yards  and  the  stock  yards  railroads  more  than  as  shippers  they 
are  entitled  to  receive.  The  question  whether  a  shipper  is  en- 
titled to  make  a  profit  on  the  facilities  furnished  or  services  ren- 
dered has  never  been  determined  by  a  court.  There  are  dozens 
of  big  shippers,  owners  of  spur  tracks  or  short  line  common 
carriers  willing  to  aver  that  the  allowances  or  divisions  given 


them  by  the  Commission  are  not  enough  to  cover  the  out-of- 
uocket  cost  of  the  service  rendered,  and  that  in  no  instance  has 
an  allowance  been  large  enough  to  allow  as  great  a  return  on 
the  investment  as  Congress  has  said  the  railroads  are  entitled 
to  receive  on  the  value  of  the  property  they  devote  to  transpor- 

°in  no  recent  case  has  the  Commission  condemned  an  allow- 
ance or  a  division  on  the  ground  that  it  constituted  a  rebate. 
The  implication,  however,  in  all  cases  where  it  has  reduced  an 
allowance  or  said  that  none  should  be  made,  has  been  made  that 
continuance  of  the  allowance  under  consideration  or  the 
of  the  one  requested,  would  constitute  a  rebate  to  the  propri 

ary Practically  every  phase  of  the  complicated  tap  line  and  in- 
dustrial railways  cases  is  to  be  found  in  the  question  of  allow- 
ances for  loading  and  unloading  live  stock.    But  the  case  diE 
essentially  from  the  ones  mentioned  in  this:  not  one  of  the  rai 
roads  having  the  line-haul  to  the  big  packing  centers  has  facili 
ties  for  obeying  the  part  of  the  law  making  it  the  duty  of  i 
carrier  to  load  and  unload.    They  must  procure  the  servi 
the  stock  yards,  which  are  usually  owned  by  one  or  more  c 
the  big  packers,  or  by  men  who   are  stockholders  in  the   1 
packing  companies.     The  trunk  lines  must  procure  the  service 
of  the  stock  yards  companies  or  confess  inability  to  perform  t 
duties  the  law  places  on  them. 

MOTOR  TRUCK  TARIFFS 

The   Traffic   World   Washington  Bureau 

Inquiries  are  coming  to  the  Commission  about  the  rates  of 
motor  truck  companies,  as  if  tariffs  of  such  common  carriers 
were  required  to  be  on  the  files  of  the  body  that  regulates 
terstate  commerce  by  railroad  or  partly  by  railroad  and  parti 
by  water     Motor  truck  companies  may  be  common  carriers 
commerce  between  states,  but  they  are  not  subject  to  the  i 
state  commerce  law. 

Some  motor  truck  companies  would  like  to  be  undei 
supervision  of  the  Commission,  probably  on  the  theory  t 
they  had  the  right  to  claim  that  their  rates,  rules  and  practn 
were  governed  by  the  Commission  the  fact  would  be  good  1 
advertising  purposes.     But  the  Commission  cannot  accept  i 
tariffs  for  filing  because  there  is  no  authority  in  law  for  E 


The  Williams  Terminal  Highway  Transport  Service,  the  cor- 
porate name  of  which  seems  to  be  either  the  Williams  Shippm 
Asency  or  the  Williams  Terminal  Dispatch  Company,  on  F 
ary  1  sent  a  tariff  to  the  Commission,  carrying  March  1  as 
effective  date.     It  purported  to  be  subject  to  the  provisions 
Official  Classification  No.  45,  but  the  tariff,  consisting  of  i 
pages,  gave  no  reference  to  the  concurrence,  which  is 
tion  precedent  to  the  placing  of  such  a  tariff  on  the  Commi 
sion's  files.    The  rates  in  the  tariff  were  applicable  between  H 
York  and  Philadelphia  and  intermediate  points. 

That  tariff  was  returned  to  the  motor  truck  company  wit] 
letter  dated  February  12   (Traffic  Bulletin,  February  19,  1 
4)    in  which  were  set  forth  the  facts  that  the  filing  company  was 
not  a  party  to  the  Official  Classification;  that  the  correction  c 
the  title  page  was  made  in  ink  in  violation  of  the  rules;  t 
the  pages  were  not  numbered,  also  in  disregard  of  the  rule 
and,  finally,  that  the  one  tendering  the  tariff  was  not  a  comm 
carrier  within  the  terms  of  the  first  section  of  the  interst 
commerce  law  and,  therefore,  not  required  or  permitted  to  I 
tariffs  in  accordance  with  terms  of  Section  G. 

Apparently  some  copies  of  the  rejected  tariff  remain  in  t 
hands  of  shippers.    They  show  it  to  be  the  company  i 
lication  filed  with  the  Commission.     For  the  reasons  set 
the  tariff  is  not  on  file  with  the  Commission.    No  question  h 
been  raised  about  the  good  faith  of  the  truck  company  or  abou 
its  desire  or  ability  to  perform  the  service  it  holds 

PTherquestion  of  what  Congress  will  do  if  and  when  there  ii 
keen  competition  between  the  truck  lines  and  the  railroad 
merchandise .tonnage    has  often  been  asked,  but  no  responsib 
man  in  Congress  has  ever  undertaken  to  give  an  answer     R 
road  traffic  officials  have  not  asked   that   competition   of .   th 
kind  be  brought  under  the  supervision  of  the  body  that  reg 
them,  but  they  have  had  to  think  about  it      The  eompirtU* 
however,  is  not  strong  enough  to  make  any  of  them  plan  f( 
ing  it  regulated  by  the  federal  authority. 

In  1912  a  truck  company  filed  a  tariff,  which  is  still  on  t 
files,  in  which  there  was  an  offering  by  the  truck  company 
the  Chicago  &  Alton.    That  tariff,  it  is  believed   waf  ac" 
because  the  Chicago  &  Alton  was  a  party  to  it.    No  supplemen 
have  been  filed  in  recent  years.    An  examination  of  the  f 
taining  that  tariff   gives   the   impression  that   the 
either  did  not  amount  to  anything,  in  the  way  of  being  i  fact 
in  transportation,  or  that  it  is  working  so  smoothly  that 
has  been  no  necessity  for  any  supplements. 

You  can  get  the  day's  important  traffic  news  ever, 
working  day  in  the  year  through  THE  DA1L 
TRAFFIC  WORLD. 
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COMPENSATION  OF  EMPLOYES 

Thi  Traffic   World   Washington  Buna* 

Tlu>  total  compensation  of  railroad  employes  of  all  classes  of 
i  Mass  I  railroads  in  the  quarter  ending  September  30,  1920,  was 
{1,052.109,451,  as  compared  with  $801,063,938  in  the  quarter  end- 
June  30,  1920,  according  to  a  summary  of  the  number  of  em- 
ployes, service  and  compensation  issued   by   the  bureau  of  sta- 
les of  the  Commission.    The  increase  of  $251,045,513  was  due 
principally  to  the  wage  increases  ordered  by  the  United  States 
K.iilroud  Labor  Board,  but  also  to  the  fact  that  there  was  an  in- 
use  in  the  number  of  employes,  the  average  number  for  the 
»nd  quarter  being  2,004,760  and  for  the  third  2,157,989.     The 
i-nient  for  the  quarter  ending  September  30  is  on  the  basis 
v.  ages  resulting  from  the  decision  of  the   Labor  Board,  but 
a  not  include  any  back  pay  retroactively  attributable  to  the 
months  of  May  and  June.    The  statement  for  the  second  quarter 
was  entirely  based  on  the  old  wage  scale,  so  that  a  comparison 
of  the  two  statements,  aside  from  the  increase  in  the  number  of 
employes,  shows  the  effect  of  the  wage  decision  of  the   Labor 
Board. 

In  the  third  quarter  the  average  number  of  general  officers 
getting  $3,000  or  more  annually  was  7,237  and  the  average  daily 
pensation  was  $19.113,  while  in  the  second  quarter  the  average 
number  of  general  officers  was  6,774  with  a  daily  average  coin- 
Cation  of  $18.987.     Clerks  getting  $900  and  up  averaged  234,- 
in  the  second  quarter  with  an  average  hourly  compensation 
of  $0.573,  and  in  the  third  quarter  the  average  number  was  244,- 
854  with  an  average  hourly  compensation  of  $0.697. 

The  average  number  of  station  agents  decreased  from  13,923 
in  the  second  quarter  to  13,844  in  the  third  quarter,  and  the 
average  daily  compensation  increased  from  $5.198  in  the  second 
quarter  to  $5.978  in  the  third  quarter. 

The  average  number  of  station  service  employes  increased 
from  121,282  in  the  second  quarter  to  126,963  in  the  third  quarter 
and  the  average  hourly  compensation  increased  from  $0.464  in 
the  second  quarter  to  $0.57  in  the  third  quarter. 

The  average  number  of  yardmasters  increased  from  4,279  in 
the  second  quarter  to  4,481  in  the  third  quarter,  and  the  average 
daily  compensation  increased  from  $8.317  in  the  second  quarter 
to  $9.625  in  the  third  quarter. 

The  average  number  of  yard  brakemen  increased  from  46,- 
862  in  the  second  quarter  to  56,523  in  the  third  quarter,  and  the 
average  hourly  compensation  increased  from  $0.666  to  $0.845. 

The  average  number  of  road  freight  engineers  increased  from 
32,131  in  the  second  quarter  to  34,542  in  the  third  quarter  and  the 
average  hourly  compensation  increased  from  $1.017  to  $1.173. 

The  average  number  of  road  freight  firemen  increased  from 

33,845  in  the  second  quarter  to  36,914  in  the  third  quarter,  and 

.  the  average  hourly  compensation  increased  from  $0.743  to  $0.895. 

The  average  number  of  road   freight  conductors  increased 

from  26,180  in  the  second  quarter  to  28,165  in  the  third  quarter, 

and  the  average  hourly  compensation  increased   from   $0.83   to 

$0.968. 

The  average  number  of  road  freight  brakemen  and  flagmen 
increased  from  64,229  in  the  second  quarter  to  69,491  in  the  third 
quarter,  and  the  average  hourly  compensation  increased  from 
$0.641  to  $0.78. 

The  average  number  of  road  passenger  engineers  increased 
from  12,942  in  the  second  quarter  to  13,439  in  the  third  quarter, 
and  the  average  hourly  compensation  increased  from  $1.193  to 
$1.3::. 

The  average  number  of  road  passenger  firemen  increased 
from  12,578  in  the  second  quarter  to  12,973  in  the  third  quarter, 
and  the  average  hourly  compensation  increased  from  $0.881  to 
$1.036. 

The  average  number  of  road  passenger  conductors  increased 
from  10,747  in  the  second  quarter  to  11,169  in  the  third  quarter 
and  the  average  hourly  compensation  increased  from  $0.975  to 
$1.122. 

The  average  number  of  section  men  increased  from  292,343 
in  the  second  quarter  to  341,560  in  the  third  quarter,  and  the 
average  hourly  compensation  increased  from  $0.401  to  $0.485. 

The  average  number  of  other  unskilled  laborers  increased 
from  117,733  in  the  second  quarter  to  129,093  in  the  third  quarter 
and  the  average  hourly  compensation   increased   from   $0.45   to 
:  $0.537. 

The  average  number  of  machinists  increased  from  63,944 
in  the  second  quarter  to  65,364  in  the  third  quarter  and  the  aver- 
age hourly  compensation  increased  from  $0.764  to  $0.895. 

In  the  third  quarter  the  average  compensation  per  employe 
month  was  approximately  $162  as  compared  with  $133  in  the 
preceding  quarter.    In  1917  the  average  was  $83  per  month. 


BRICK,  BLUE  ISLAND  TO  S.  CHICAGO 

A  claim  for  reparation  on  shipments  of  brick  between  Blue 
Island,  111.,  a  point  within  the  Chicago  switching  district,  and  South 
Jhicago  and  other  points  within  the  district,  based  on  the  fact 
that  the  one  line  rate  at  the  time  the  shipments  moved  was  in  ex- 
cess of  the  two  line  rate,  is  the  basis  for  action  in  docket  No. 
12027,  Illinois  Brick  Company  vs.  Chicago,  West  Pullman  &  South- 


ern et  ni..  hearing  on  which  was  held  before  Examiners  Mackleyand 
de  Quevedo  In  Chicago,  March  12.  W.  R.  Allison,  traffic  man- 
ager for  the  Illinois  Drlck  Company,  teMlfylng  In  behalf  of  hi* 
employers,  said  this  situation  was  brought  about  by  the  fact 
that  the  single  line  rated,  which  had  been  30  cents  per  ton 
previously,  were  given  a  flat  raise  of  2  cents  per  hundred 
pounds  under  General  Order  28,  and  Lowry's  tariff,  published 
for  combination  hauls,  at  the  same  time  applied  the  26  per  cent 
Increase  to  the  two  line  hauls,  increasing  them  from  32  cents 
to  40  cents  per  ton. 

When  the  Director-General  became  aware  of  this  situation, 
the  witness  said,  he  issued  freight  rate  authority  No.  1887  which 
ordered  the  one  line  rates  reduced  to  30  cents.  This  reduction 
was  made  effective  In  tarrlfs  published  on  November  19,  1918, 
and  the  claim  for  reparation,  amounting  to  $2,583.20,  was  based 
on  shipments  moving  between  June  25  and  November  7,  of  that 
year.  Mr.  Allison  pointed  out  that  brick  Is  a  desirable  trans- 
portation article,  especially  In  the  cases  Involved,  where  the 
hauls  were  Invariably  short,  in  some  cases  totaling  only  a  few 
mies.  He  said  that  almost  any  type  of  equipment  frs  used, 
mostly  the  older  and  more  obsolete  box  cars.  The  railroads, 
he  said,  bear  none  of  the  expense  of  weighing  and  the  average 
loads  usually  run  around  80,000  pounds.  He  said  that  the  only 
claims  for  loss  and  damage  that  had  ever  resulted  from  brick 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
•nd  THE  TRAFFIC  WORLD  is  the  logical  medium  for  getting  th* 
men  and  the  position*  In  touch  with  each  other.  The  rates  for 
classified  advertisements  ars  as  follows:  First  Insertion,  $1.60  p«' 
line:  minimum  charge,  $3.00;  succeeding  Insertions,  per  line,  50c:  10 
words  to  the  line:  numbers  and  abbreviations  counted  as  worAi; 
I  point  type:  payable  in  advance.  Answers  to  keyed  advertisements 
forwarded  free  and  all  correspondence  held  in  strict  confidence.  Tb« 
TRAFFIC  WORT.D.  418  South  Market  Street.  Chicago.  Til 

POSITION  WANTED — Traffic  ManaRer.  thoroughly  equipped,  con- 
scientious, well  versed  all  phases  of  traffic  work,  technically  trained. 
Address  O.  L.  R.  345.  Traffic  World,  Chicago. 

POSITION  WANTED — As  Traffic  or  Uusiness  Manager,  by  man  of 
ten  years'  experience  railway  and  steamship  lines.  At  present  with 
big  milling  company.  Rate  expert  with  Interstate  Commerce  training. 
Admitted  to  practice  law.  Address  "V."  care  Traffic  World,  Chicago. 

POSITION  WANTED — By  a  Traffic  Manager.  Industrial  or  Cham- 
ber of  Commerce  position  preferred.  Address  O.  O.  K.  343,  Traffic 
World.  Chicago. 

POSITION  WANTED — Experienced  Traffic  Man  wishes  to  make 
a  change.  New  England  preferred.  Address  A.  Y.  L.  339,  Traffic 
World,  Chicago. 

WANTED — Traffic  Manager,  between  ages  of  25  and  40  years,  for 
manufacturing  company.  Give  full  particulars,  such  as  experience, 
references  and  salary  wanted.  Address  Lock  Box  697,  Uhrichsvllle. 
Ohio. 

POSITION  WANTED — By  man  who  has  had  20  years'  railroad 
experience,  2  years  as  superintendent,  3  years  as  auditor.  2  years  as 
traffic  manager.  Would  like  to  line  up  with  some  short  line  railroad 
or  industrial  plant.  Executive  ability  Al:  can  handle  men;  references 
first  class.  Address  "M.  F.  V.."  Traffic  World.  Chicago.  111. 

POSITION  WANTED — Traffic  executive  holding  Important  rail- 
way position  qualified  as  examiner  Interstate  Commerce  Commission 
seeks  wider  field.  Address  R.  E.  E.  301,  care  Traffic  World,  Chi- 
cago. HI. 

POSITION  WANTED — Traffic  Man,  eight  years'  railroad  ex- 
perience In  tariffs,  classification,  rates,  tracing,  soliciting,  handling 
general  correspondence,  etc..  would  like  to  locate  with  industrial  con- 
cern. Address  B.  H.  M..  care  Traffic  World.  Chicago. 

FOR  SALE — A  No.  9  Cook  Tariff  File,  three  hundred  capacity, 
golden  oak  finish.  Al  condition.  Will  sell  very  reasonable  account  too 
small  for  owner's  use.  Address  T.  I.  F.  341.  Traffic  World.  Chicago. 
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shipments   moving  under   his   charge  were   for  misrouting  or 
car  transfer.    A.  R.  Miller  conducted  the  complainants    case. 

The  defense,  conducted  by  Royal  McKenna,  of  the  Direc- 
tor-General's office,  stressed  the  fact  that  movements  of  brie 
within  the  switching  district  are  difficult  to  handle  due  t 
number  of  switchings  involved.  James  L.  Nichols,  supennten- 
it  of  the  B  &  O.  C.  T.  and  Charles  T.  Ames,  superintendent 
of  the  Chicago  terminal  division  of  the  C.  R.  I.  &  P.,  both  testi- 
fied as  to  this  fact.  R.  M.  Gililland,  traffic  assistant  for  the 
railroad  administration,  said  that  the  high  rate  during  the  period 
involved  was  due  to  an  effort  to  keep  the  same  relationship 
between  rates  on  brick  inside  and  outside  the  switching  dis 
trict  as  prevailed  prior  to  the  issuance  of  order  28.  He  said 
that  the  subsequent  lowering  of  the  rate  was  a  concession  on 
the  part  of  the  Director-General  and  that  requests  for  repara- 
tion should  not  therefore  be  entertained.  P.  A.  Crosby,  assist- 
ant general  freight  agent  of  the  C.  R.  I.  &  P.,  testified  as  t 
the  numerous  unsuccessful  attempts  that  have  been  made  by 
the  roads  to  have  the  rate  on  brick  within  the  district  raised. 
In  support  of  this  plea  H.  M.  Joeuber,  assistant  general  freight 
agent  of  the  B.  &  O.  C.  T.,  introduced  figures  which  he  said 
showed  that  the  cost  of  hauling  brick  from  Blue  Island  to  South 
Chicago  was  67.93  cents  per  hundred  pounds.  Brief  date  was 
set  for  April  11. 

COAL  RATES  IN  INDIANA 

The  Traffic   World   Washington  Bureau 

The  Commission  has  reopened  No.  11894,  Indiana  Rates, 
Fares  and  Charges,  for  further  consideration  of  rates  on  coal  ap- 
plicable within  Indiana  for  distances  of  less  than  30  miles,  in- 
cluding their  relation  to  rates  applicable  within  the  state  for  dis- 
tances of  30  miles  and  over  and  their  relation  to  rates  applicable 
on  interstate  traffic. 

In  the  Commission's  decision  (60  I.  C.  C.  337),  it  announced 
its  conclusion  that  the  Indiana  commission's  rates  on  coal  for 
distances  of  more  than  thirty  miles  resulted  in  discrimination, 
but  that  as  to  distances  of  30  miles  or  less  no  such  finding  could 
be  made.  That  decision  was  reached  as  a  result  of  an  apparently 
exhaustive  consideration  of  the  whole  scale  of  rates  in  that  state. 

This  re-opening  was  made  on  the  application  of  coal  mine 
operators.  They  pointed  out  that  holding  Indiana  rates  as 
maxima  for  thirty  miles  would  result  in  splitting  groups  of  origin 
so  as  to  place  the  mine  31  miles  from  a  market  at  a  decided  and 
disproportionate  disadvantage  in  comparison  with  the  mine  29 
miles  from  the  same  market. 


CONFISCATION  OF  COAL 

The  Traffic  World  Washington  Bureau 

The  United  States  Supreme  Court,  March  14,  declined  to  re- 
view the  case  of  the  Phoenix  Portland  Cement  Company  against 
the  Baltimore  &  Ohio,  in  which  the  confiscation  of  coal  by  the 
carrier  was  involved.  The  ruling  was  made  on  a  petition  of 
the  cement  company  in  No.  713  for  a  writ  of  certiorari,  which 
was  denied.  There  was  no  opinion. 

The  cement  company  contracted  for  coal  with  the  Piedmont 
and  George's  Creek  Coal  Company  of  Frostburg,  Md.,  from  mines 
in  West  Virginia  and  to  be  consigned  to  the  petitioner  at  Naza- 
reth, Pa.  Shipment  of  the  coal  was  made  between  September 
10,  1916  and  November  22,  1916,  and  the  B.  &  0.,  after  beginning 
the  transportation  of  the  coal,  confiscated  44  carloads  of  it,  ac- 
cording to  the  cement  company,  relying  on  a  fuel  contract  with 
the  mine,  which  was  made  later  than  the  petitioner's  contract. 

The  District  Court  of  the  United  States  for  the  Eastern  dis- 
trict of  Pennsylvania,  in  which  the  cement  company  brought  an 
action  of  trover  and  conversion,  gave  binding  instructions  for  the 
B.  &  O.  on  the  ground  that  the  title  to  the  coal  never  passed  to 
the  cement  company.  The  United  States  Circuit  Court  of  Ap- 
peals for  the  Third  Circuit,  December  13,  1920,  affirmed  the  judg- 
ment of  the  district  court.  It  was  the  latter  court's  decision 
which  the  cement  company  asked  the  Supreme  Court  to  review 
and  which  it  declined  to  do. 

COAL  PRODUCTION  REPORT 

The  Traffic   World   Washington  Bureau 

"Production  of  soft  coal,  which  had  been  declining  steadily 
since  mid-December,  recovered  slightly  during  the  first  week  of 
March,"  the  Geological  Survey,  Department  of  the  Interior,  said 
in  its  report  on  coal  production  under  date  of  March  12. 
"Whether  the  recovery  was  due  to  unfilled  orders  carried  over 
from  the  week  of  Washington's  Birthday,  or  whether  instead  it 
signified  that  the  bottom  of  the  present  depression  had  been 
reached  can  not  yet  be  stated.  The  total  output,  including  lig- 
nite and  coal  coked,  is  estimated  at  7,406,000  tons.  In  compari- 
son with  the  holiday  week  preceding,  this  was  an  increase  of 
160,000  tons,  but  it  is  more  significant  to  note  that  it  was  83,000 
tons  short  of  the  production  of  the  week  ended  February  19,  the 
latest  full-time  week. 

"The  average  production  per  working  day,  shown  in  the  dia- 


gram above,  was  1,234,000  tons.     Except  for  the  period  of  the 
great  strike,  November  1,  to  December  16,  1919,  the  daily  rate 
of  production  is  as  low  at  present  as  at  any  time  in  the  past  four    , 
years,  the  period  over  which  the  records  of  weekly  output  extend. 

"The  following  statement  furnished  by  the  American  Rail- 
way Association,  shows  the  number  of  cars  loaded  daily:  Feb- 
ruary 28,  26,724;  March  1,  22,227;  March  2,  23,696;  March  3, 
23  184;  March  4,  22,526;  March  5,  13,883. 

"Loadings  on  Monday  of  the  week  (March  7-12),  according 
to  preliminary  reports,  were  25,139  cars,  and  on  Tuesday,  22,765. 
The  total  for  the  two  days,  47,904,  was  1,047  cars  less  than  for 
the  corresponding  days  of  the  week  of  March  5.  This  would 
seem  to  indicate  a  further  decrease  in  production. 

"No  great  change  marked  the  all-rail  movement  to  New  Eng- 
land during  the  week  ended  March  5.  As  reported  to  the  Ameri- 
can Railway  Association,  3,170  cars  were  forwarded  through  the 
five  rail  gateways,  Harlem  River,  Maybrook,  Albany,  Rotterdam 
and  Mechanicsville.  This  was  an  increase  over  the  preceding 
week  of  102  cars.  Shipments  during  the  corresponding  weeks  in 
1919  and  1920  were  2,020  and  3,045  cars,  respectively. 

"The  movement  to  tide  during  February  declined  sharply. 
The  total  quantity  of  bituminous  coal  dumped  over  tidewater 
piers  reported  to  the  Geological  Survey  was  2,702,000  net  tons,  a 
decrease  of  1,043,000  tons  when  compared  with  January  and 
barely  half  of  the  maximum  rate  attained  in  1920. 

"Exports  fell  off  to  712,000  tons,  and  New  England  shipments 
to  518,000  tons,  decreases  of  37  and  19  per  cent,  respectively. 
Coal  for  bunkering  amounted  to  626,000  tons,  a  decrease  of  221,- 
000  tons,  or  25  per  cent. 

INLAND  EMPIRE  CASE  REHEARING 

The  Traffic  World  Washington  Bureau 

Application  has  been  made  by  the  Public  Service  Commis- 
sion of  Washington,  for  which  Charles  E.  Elmquist  appears  as 
special  assistant  attoreny  general,  and  by  the  commercial  or- 
ganizations and  port  commissions  of  Seattle,  Tacoma  and  E 
ett,  Wash.,  for  rehearing  in  No.  10448,  Inland  Empire  Shipper! 
League  vs.   Director-General,  Oregon-Washington  Railroad  and 
Navigation     Company     (with    which    have    been    consolidated 
Nos.    10458    and    10698)    with    a    view    to    the    modification    of 
the    Commission's    opinion    that    carriers    discriminate    against 
Portland,  Ore.,  on  traffic  from  south  of  the  Snake  River  £ 
unduly   preferred    Seattle,    Tacoma,   Everett    and    other    Puget 
Sound  ports.     The  Puget  Sound  cities  have  as  their  traffic  at- 
torneys S.  J.  Wettrick  and  Jay  W.  McCune. 

In  a  general  way  of  speaking  the  Washington  state  inter- 
ests  contend   that  the   destruction   of  the   blanket   adjustmen 
when  the  Commission  issued  its  order  in  the  Astoria  case  will 
narrow  the  market  of  the   farmers   of  the   affected   territory, 
which   lies   south   of   the   Snake   River,   by   forcing   the   grain 
through  Portland  instead  of  allowing  it  to  seek,  on  a  parity  of 
rates,  that  market  on  the  coast  which  offers  the  best  prices; 
that  the   benefit  will   inure   wholly  to  the   dealers   in   grain  at 
Portland;    that   the   Commission   cannot,   without   investigation 
of  the  reasonableness  of  the  rates,  direct  an  increase  in  rates 
so  as  to  remove  a  discrimination;  that,  if  they  have  an  oppor- 
tunity, the  applicants  will  show  that  the  cost  of  service  across 
the  Cascade  Mountains  to  the  Puget  Sound  ports,  via  the  elec- 
trified  part  of  the  Milwaukee  road,   is  less  than  the  cost  t 
operation   on   the   Columbia   River   lines,    notwithstanding    the 
water-grade  line  of  the  S.  P.  &  S.;  that  there  is  only  a  nominal 
difference  in  mileage  in  favor  of  Portland;  that  the  carriers  are 
figuring  on  new  gateways  from  the  Snake  River  country  to  tl 
Puget  Sound  ports  which  will  give  routes   to  those  ports  i 
short  as  to  Portland;   and  finally,  that  Portland  has  no  such 
strategical  position  as  to  warrant  a  difference  of  rates  in  h 
favor. 


L.  &  N.  NOTES 

The  Louisville  &  Nashville  has  been  authorized  by  the  Com- 
mission to  pledge  from  time  to  time,  as  security  for  short  term 
notes,  bonds  and  stock  nominally  issued  and  now  held  in  t; 
company's  treasury.  The  order  also  specifically  authorizes  the 
company  to  pledge  $4,000,000  of  its  Lewisburg  &  Northern  Rail 
way  Company's  bonds  and  $1,000,000  of  its  Lexington  &  Eastern 
Railway  Company's  bonds  as  collateral  security  for  $4, 500,000  oi 
a  note  or  notes  to  be  dated  March  1,  1921,  bearing  6  per  cent 
interest  and  due  six  months  after  date. 


CHICAGO  &  ILL.  W.  STOCK 

The  Chicago  &  Illinois  Western  has  applied  to  the  Commis 
sion  for  authority  to  issue  6,000  shares  of  its  preferred  7  per  cem 
non-cumulative  stock,  par  value  $100  a  share,  to  liquidate  ar 
indebtedness  of  $600,000  due  from  the  applicant  to  the  Dolese  S 
Shepard  Company  of  Chicago.  The  $600,000  represents  advance 
of  money  to  the  applicant  during  the  last  sixteen  years,  tl 
company  states,  and  the  Dolese  &  Shepard  Company  has  agreec 
to  take  the  stock  in  payment  for  the  debt. 
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HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT    IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whit.field  Sammis 


Phon.  Main  2210 


417  SOUTHERN  BUILDING 


ROUTE  YOUR  CARGO  VIA 

MOBILE,  ALA. 

SHORT  LINE  EXPORT  OUTLET 
From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 
Belfast,  Dublin  and  Bristol  Channel  Ports 

We  Solicit  Central  Cargo 

LIVERPOOL,  "EASTERN  SUN"  Expected  to  oil  middle  April 

MANCHESTER,  '  EASI  ERN  SUN"  Expected  to  sail  middle  April 

GLASGOW.  "HARTFORD"  or  Substitute  due  Mobile  late  March— early  April 

BKISTOL  CHANNEL,  "HARTFORD"  or  Substitute— early  A-ril 

HAMBURG.  "WALLKILL"  (Loading  at  Mobile  and  Gullport)  Expecttdlos.il  late  March 

HULL,  "WALLKILL"  (Loading  at  Mobile  and  Gullport)  Expected  to  sail  late  March 

Waterman  Steamship  Corporation. 

Our  Service  Backed  by  18  Years'  Experience 


AMERICAN  NATIONAL 

ECONOMICS  SERIES 

Series  No.  1 

Some  Phases  of  the  Transportation  Problem — By  Francis  B.  James 

55  pages  and  index.        Paper  cover  25  cents 
Cloth  cover  50  cents 

"Timely  and  fall  of  meat." — Roscoe  Pound,  Dean  of  Harvard  Law  School. 

Series  No.  2 

Striking  Passages  from  Inaugural  Address  of  President  Harding 
with  short  introduction  by  Francis  B.  James 

11  pages  and  index.  Paper  cover  1 0  cents. 

Remittances  may  be  made  in  postage  stamps  to 

JOHN  BYRNE  &  COMPANY 

715-14th  Street,  N.  W.  Washington,  D.  C. 


EXPRESS  FREIGHT  and 

De  Luxe  Passenger  Service 

S.  S.  HAWKEYE  STATE 

Sailing  from  BALTIMORE,  MD. 
April  30th,  1921 


DIRECT  SERVICE  TO 
Port  of  Los  Angeles,  San  Francisco  and  Hawaiian  Islands 


Ratei  and  Space  on  Application 

MATSON  NAVIGATION  COMPANY 

Managing  Agents:  United  States  Shipping  Board 

BALTIMORE,  MD.  SAN  FRANCISCO  HONOLULU 

26  South  Cay  St.  120  Market  St.  Castle  &  Cooke.  Ltd. 


No  More 

Lost  Shipments 

STOP  your  lost  ship- 
ments ;  show  con- 
signees your  goods  will 
always  come  through. 
Do  it  with  Duo-Safety 
Shipping  Tags. 
Big  shippers  of  the 
country  have  adopted 
these  tags.  As  a  result 
they  have  no  more  lost 
shipments. 

DUO-SAFETY 
SHIPPING  TAG 

The  Tag  with  the  Safety 
Identification  Stub 

See  the  illustration.  The  stub  always  stays  with  the  ship- 
ment and  carries  your  return  address.  If  the  tag  is  destroyed 
or  mutilated,  the  carrier  merely  notifies  you,  asking  for 
shipping  instructions  and  the  goods  go  forward  promptly. 

We  alto  make  coupon  tags,  work  tags  and  tagi  for  every  purpose. 

Main  Office  and  Factory:     Chicago,  Illinois,  U.  S.  A. 
New  York  City  SALES  OFFICES  Los  Angeles.  Cal 


destroyed 


St.  Louia,  Mo. 
Denver,  Colo 


Kansas  City,  Mo. 
Detroit,  Mich. 


Boston,  Mass. 
Rochester,  N.  Y. 


Cleveland,  Ohio' 
Milwaukee,  Wis. 


TAG  SERVICE 


J.   W.   ROBERTS,    President 


FRED  PETT1JOIIN,   Vico-Pr*mld»nt 


WTHE    ROBERTS-PETTIJOHN-WOOD    CORPORATION 
ACCOUNTING    SERVICE 


INCOME  TAX 


ment. 


Irwin  M.  Herz.  formerly  Senior  Reviewer  and  Auditor  of  the  Review  and  Claims  Divisions 
of  the  Bureau  of  Internal   Revenue,  has  been  appointed  Chief  of  our  Income  Tax  Depart- 
All  claims  and  adjustments  entrusted  to  our  care  will  receive  his  personal  attention. 

Mills  Building.  Washington.  D.  C.  Twenty  East  Jackson.  <  hlrarjo 


Do    Decreased    Freight  Shipping  Costs  Interest  You? 

Then  watch  for  our  half  page  announcement  next  week,  or— if  you  can't  wait— apply  to 

TRANS-CONTINENTAL  FREIGHT  COMPANY 


Export  and  Domestic  Freight  Forwarders 
General  Offices:  203  Dearborn  St.,  Chicago     Eastern  Offices:  Woolworth  Bide.,  New  York 

Old  South  Bldg.,  Boston     Dreiel  Bldg.,  Philadelphia  Hippodrome JMdg.._Cleyel and  "—  "• — *"-*-    •—«—•—      • 

Ellicott  Square,  Buffalo      Union  Trust  Bldg.,  Cincinnati     Monadnock 


me  Bldg.,  Cleveland  Van  Nuys  Bids'..  Los  Angeles      I.lth  and  Kearney  Sts.,  Portland  Ore 

ck  Bldg. .San  Franciaco      Alaska  Bldg..  Seattle  Wrili  tiu  Nterest  Of  ft 
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NO  MORE  GOVERNMENT  CONTROL 

Tht  Traffic  World  Washington  Bureau 

It  can  be  said,  without  qualification,  that,  not  one  of  the  re- 
ports sent  out  under  a  Washington  date  line,  about  the  railroads 
eing  taken  over  by  the  government  as  the  only  workable  plan 
for  letting  them  out  of  their  present  condition,  is  based  on  any- 
thinf  said  by  any  responsible  man  in  the  Harding  admmstration 
or  aly  man  of  weight  in  Congress.  Remnants  of  the  McAdoo 
reeime  some  in  the  Department  of  Labor  and  .some  in  other  de- 
partments apparently  have  obtained  the  ears  of  uninformed 
newsTaper  reporters  to  suggest  to  them  that  the  only  solution 
for  the  tribulations  of  the  railroads,  caused  largely  by  the  poor 
judgment  of  McAdoo,  would  be  another  dose  of  government  con- 


cncay  Harding  has  the  authority   under  the 

act  of  August  29,  1916,  to  take  over  the  railroads,  because 
country  is^still  at  war' with  Germany.    But  if  they  were  taken 
over   President  Harding  would  probably  be  unable  to  find  the 
money  for  paying  the  employes  for  more  than  a  month     He  in 
herit/d  funds  from  his  predecessor  that  were  granted  by  Con- 
gress  to  enable  him  to  prosecute  the  war  without  being  handi- 
capped by  the  fact  that  he  had  no  specific  appropriation  to  coyer 
the  particular  enterprise  he  had  decided  was  needful  of  executio 
as  a  help  to  the  larger  object  of  winning  the  war     That  fund 
amounted,  originally,  to  $150,000,000  or  something  like  that, 
probably  does  not  exceed  $25,000,000  now. 

The  annual  wage  bill  of  railroad  employes,  at  the  maximum 
during  federal  control  was  about  $8,700.000,000.    How  much  it  is 
now  is  not  known,  but  it  still  is  probably  at  least  $3,400,000,000 
Twenty-five  millions  would  be  less  than  a  bagatelle,  but  that 
would  be  all  that  would  be  available  for  that  purpose— unless  he 
would  be  willing  to  take  the  money  of  the  railroad  companies 
and  use  it  as  his  own.    The  law  of  1916,  however,  gives  him  no 
authority  other  than  to  take  over  a  railroad  or  parts  of  railroads. 
There   is   nothing   in   the   statute   authorizing  him   to   do   what 
McAdoo  did  between  the  time  of  taking  over  and  the  passage  of 
the  federal  control  law  on  March  21,  1919.    For  more  than  three 
months   in   1919,   the   railroads   were   operated,   so   far  as   their 
finances  were  concerned,  without  any  law  on  which  the  President 
could  have  stood  had  any  one  challenged  his  right  to  take  the 
money  paid  by  shippers  for  the  service  of  transportation.    But 
as  the  country  was  really  at  war  then,  no  one  raised  the  ques- 
tion    Everybody  assumed  when  the  president  took  over  the  rail- 
roads he  had  the  right  to  act  as  if  he  had  become  their  owner. 
President  Harding,  then  a  member  of  the  Senate,  opposed 
the  continuance  of  government  control.     There  is  no  evidence 
that' he  has  been  converted  to  any  such  doctrine  that,  because 
the  railroads  were  put  into  a  precarious  condition  by  increases 
in  wages  much  greater  than  the  increases  in  rates,  the  way  to 
cure  that  situation  is  to  restore  the  condition  that  produced  it. 
Nearly  every  member  of  his  cabinet  is  even  more  pointedly  on 
record  against  government  control  and  operation  than  the  Presi- 
dent himself.     Only  last  week  Secretary  Hoover  reiterated  his 
opposition  because  Norman  Hapgood,  an  entertaining  but  not  al- 
ways informative  writer,  said  that  Hoover  was  about  to  be  ap- 
pointed Director-General  of  Railroads  owned  or  controlled  by  the 
United  States.     His  theory  was  that,  inasmuch  as  the  railroads 
had  not  been  able,  under  the  Esch-Cummins  law,  to  recover  from 
the   condition  into   which   they  had   been   put   by   McAdoo   and 
Hines,   the   only   way   out   was   to   restore   the   McAdoo-Hines 
system. 

Reports  of  wage  disputes,  wage  revisions  and  wage  reduc- 
tions fall  under  interested  eyes  in  Washington  but  not  under 
eyes  of  men  who  think,  in  connection  with  the  power  they  have, 
that  restoration  of  government  control  would  be  the  way  out 
of  the  morass  caused,  first,  by  a  large  increase  in  the  number 
of  employes,  many  of  them  believed  to  be  slackers,  and  an  in- 
crease in  the  total  of  the  pay  roll  from  $1,700,000,000  at  the  end 
of  1917,  when  private  control  ceased,  to  $3,700,000,000  at  the  end 
of  February,  1920,  when  federal  control  came  to  an  end. 

There  is  no  noticeable  sentiment  in  Congress  favoring 
another  experiment  in  government  control.  The  dominant  party 
is  the  one  that  enacted  the  legislation  ending  control.  The 
minority  party's  chief  representatives  in  Congress  are  from  the 
south.  In  that  section  of  the  country  there  is  less  sentiment  in 
favor  of  the  government  mixing  the  business  of  government  with 
that  of  a  common  carrier  than  in  other  parts  of  the  country. 
Thetus  W.  Sims,  the  most  urominent  minority  party  member  in 
favor  of  a  continuance  of  government  control,  was  defeated  for 
re-nomination,  so  that,  broadly  speaking,  there  is  not  now  in 
Congress  one  voice  of  prominence  in  favor  of  another  effort  to 
show  that  the  government  is  the  agency  for  carrying  on  the 
common  carrier  business  of  the  land. 

C.  C.  C.  &  St.  L.  BONDS 

Authority  to  issue  $1,052,600  of  its  6  per  cent  refunding  and 
improvement  mortgage  bonds,  Series  C,  to  be  dated  January  1, 
1921,  and  to  mature  January  1,  1941,  is  sought  by  the  Cleveland, 
Cincinnati,  Chicago  &  St.  Louis  in  an  application  filed  with  the 
Commission.  Of  the  proposed  issue,  $567,000  will  be  used  in  re- 


funding a  like  amount  of  6  per  cent  first  consolidated  mortgage 
bonds  of  the  Cincinnati,  Indianapolis,  St.  Louis  and  Chicago 
Railway  Company  due  May  1,  1920;  $158,000  will  be  used  m  re- 
funding a  like  amount  of  4  per  cent  50-year  general  firs  .  mort- 
gage bonds  of  the  C.  I.  St.  L.  &  C.  due  August  1,  1936,  and  $327,- 
600  will  be  used  to  refund  a  like  amount  of  the  applicant  s  5  per 
cent  general  mortgage  bonds.  The  company  proposes  to  give 
the  new  bonds  in  payment  for  the  entire  capital  stock,  amount- 
ing to  $4,290,000,  of  the  Evansville,  Indianapolis  &  Terre  Haute 
Railway  Company,  approval  of  the  acquisition  of  which  by  the 
applicant  is  now  before  the  Commission. 

COMMISSION  NEEDS   CLERKS 

The  Commission  is  in  need  of  accounting  and  statistical 
clerks  at  salaries  ranging  from  $1,500  to  $2,100,  plus  a  bonus  of 
$20  a  month,  if  Congress  makes  the  necessary  appropriation. 
The  bonus  is  based  on  the  theory  that  it  covers  the  increase  m 
the  cost  of  living  that  took  place  as  a  result  of  the  war,  and  that 
some  time  the  cost  of  living  will  recede  so  that  the  appointee 
will  be  able  to  live  on  the  salary  allowed  by  Congress. 

With  a  view  to  acquiring  a  list  of  eligibles  from  which  ap- 
pointments may  be  made,  the  Civil  Service  Commission  will  hold 
open  compentitive  examinations  on  March  23  and  April  27. 

As  a  preliminary  requirement  the  Interstate  Commerce  Com- 
mission has  told  the  Civil  Service  Commission  that  the  applicant 
for  examination  must  have  had  at  least  three  years  of  expert 
ence  recently,  of  a  character  satisfactory  to  it,  in  accounting  c 
statistical  work  with  railway  or  other  common  carrier  service. 
The  examinations  will  be  open  to  men  and  women  more  than 
twenty-one  years  old  but  not  more  than  fifty. 

MINIMA  ON  SHEEP,  GOATS,  ETC. 

A  brief,  requesting  that  the  present  carload  minima  on 
sheep  lambs  goats  and  kids,  in  double-decked  cars,  be  declared 
unjust  and  unreasonable,  has  been  filed  with  the  Commission 
by  the  Institute  of  American  Meat  Packers,  comprising  more 
than  two  hundred  packing  companies. 

The  brief  suggests  that  reasonable  minima  would  not 
ceed  18000  pounds  on  cars,  the  inside  measurement  of  which 
is  36  feet  7  inches  and  under;  19,000  pounds  on  cars,  the  inside 
measurement  of  which  exceeds  36  feet  7  inches,  but  does  not 
exceed  40  feet;  and  20,000  pounds  on  cars,  the  inside  measure- 
ment of  which  exceeds  40  feet.  It  also  requests  that  a  rule 
should  be  published  providing  for  the  protection  of  the  short 
car  minimum  when  a  short  car  is  ordered  and  a  long  car  is 
furnished  for  the  convenience  of  the  carrier. 

"No  increase  in  rates  should  follow  the  establishment  of 
these  minima,"  the  brief  says,  "for  the  matter  of  rates  is  not 
involved  in  this  complaint;  furthermore,  the  evidence  shows 
that  the  rates  were  not  decreased  when  these  increased  minima 
were  made  effective." 

The  brief  was  submitted  in  behalf  of  the  institute  by  Charles 
E.  Herrick,  of  the  Brennan  Packing  Company,  Chicago,  chairman 
of  the  institute's  traffic  committee. 


TRAFFIC  CLUBS 


(The  following  list  of  traffic  clubs  will  be  published  from  tlmt 
•o  time  We  ask  that  readers  notify  us  of  any  errors  or  of  »ny 
shanges  or  additions  of  which  they  have  any  knowledge.) 

Akron  Traffic  Association.     S.  J.  Witt,  Pres.;   H.  L.  Sov»- 

Baltiniore—  Traffic  Club  of  Baltimore.  W.  W.  Tingle,  Pres.; 
C.  C.  Kailer,  Secy. 

Battle  Creek  (Mich.)  Traffic  Club.  E.  C.  Nettels,  Pres.; 
Eugene  Wallace,  Secy.-Treas. 

Boston,  Mass.—  The  Association  of  Railway  and  Steamboat 
Agents  of  Boston.  J.  E.  McGrath,  Pres.;  W.  M.  Macomber,  Secy.- 


Brooklyn  —  Traffic  Managers'  Club  of  Brooklyn.  Hugh  Mil- 
ler, Pres.;  F.  E.  Grace,  Secy.-Treas. 

Buffalo—  Industrial  Traffic  Club  of  the  Niagara  Frontier. 
W.  D.  Sanderson,  Pres.;  E.  J.  Sheridan,  Secy. 

Buffalo  Transportation  Club.  E.  E.  Tanner,  Pres.;  F.  J. 
O'Connor,  Secy. 

Canton,  O.—  Stark  County,  Ohio,  Traffic  Club.  A.  J.  Burns, 
Pres.;  M.  L.  Underwood,  Secy. 

Chicago  Traffic  Club.  E.  L.  Dalton,  Pres.;  E.  S.  Buckmas- 
ter,  Secy. 

Cincinnati.—  Traffic  Club  of  the  Chamber  of  Commerce 
H.  B.  Rubey,  Chairman;  D.  P.  Eggenberger,  Secy. 

Cleveland  Traffic  Club.     C.  T.  Stripp,  Pres.;  F.  A.  Gideon, 

Columbus,  Ohio.  —  Traffic  Club  of  the  Columbus  Chamber  of 
Commerce.  W.  E.  Page,  Pres.;  C.  L.  Kelly,  Secy. 

Cortland,  N.  Y.—  Industrial  Traffic  Club  of  Cortland.  H.  B. 
Darling,  Chairman;  H.  F.  Johnson,  Secy. 

Dayton,  O.—  Miami  Valley  Traffic  Club.  W.  E.  Boyer,  Pres.; 
M.  T.  Otto,  Secy. 

Decatur  (111.)  Transportation  Club.  R.  L.  Rees,  Pres.;  T. 
0.  Burwell,  Secy. 
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The  National  Industrial  Traffic  League 
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There  Never  Was  a  Time 

When  The  National  Industrial 
Traffic  League  was  more  neces- 
sary to  the  shipping  interests  of 
the  country  than — 

When  the  shippers  of  the  coun- 
try could  accomplish  so  much 
by  being  united  as- 

When  The  National  Industrial 
Traffic  League  was  doing  so 
much  work  on  behalf  of  the 
shippers  as — 

When  so  many  of  its  members 
appreciated  the  work  of  the 
League  as— 


N 

o 
w 


Write  for  particulars  regarding  membership 

We  shall  be  glad  to  tell  you  about  the  League  and  its  work 

W.  H.  CHANDLER,  J.  H.  BEEK, 

President  Executive  Secretary 

1207  Con  way  BIdg.,  Chicago,  HI* 


CHESAPEAKE  &  CURTIS  BAY  RAILROAD 


General  Offices,  BALTIMORE,  MD. 


New  York  Offices,  90  West  St.,  New  York 


R.  R.  BOVIN.  President.  90  West  Street.  New  York. 

R.  D.  UPHAM.  Flnt  Vice  Preildent,  90  West  Street,  New  York. 

0.   E.  THURBER.  Second  VIce-Preiident.  90  West  Street,  New  York. 

QEO.    K.    LOWELL.    Third    Vice   President.   In   charts  of  Operation    and   Traffle. 

M  We«t  Street.  New  York. 

N.  B.   HERSLOFF.  Treasurer,  90  West  Street,  New  York.  w.  ~,.   n^i.i.b.(  u»<»M  AIMUW*.  »v  T*«M  onocv.  *IDW    *v,*. 

•.  W.  *.  WHITNEY.  Secretary.  90  West  Street.  New  York.  I.  P.  CONNOR.  Superintendent.  Wagners  Point.  Baltimore.  Md. 

THOMAS    KEARNY,   General    Solicitor.   M  Weet   Street.    New   Yerk. 


E.    A.    FALL.    Freight   and  Traffic  Manager.    W   West    Street.    New  Tort 

I.    R.    DRANEY.    '— V-n'    Freight    and   TraBo    Manager,    80    West    Street    New 

York. 
J.    COOKMAN    BOYD.    General    Counjel.    Builders"    Brchange    Bldg.,    Baltimore 

C.   A.    KELLEY.  General  Auditor,   90  Wwt  Street.   New  York. 


EXTENDS  FROM  WAGNERS  POINT  TO  CURTIS  BAY 

Is  In  a  poeJUon  to  reodn  ill  foreUn  freight  destined   t 

The  territory  covered  by  this  rallne4 


The  Chesapeake  &  Curtis  Bar  Railroad  Co.,  baring  Its  terminal  at  deep  water.   Baltimore.   Mi. 
ports  and  to  take  care  of  outgoing  freight  for  foreign  countries. 


. 

This  company  maintains  a  high  standard  of  serrlce  In  the  handling  of  shipments  to  and  from  the  Industries  located  on  Its  line. 

offen  superior  sites  for  the  location  of  Industries  of  every  description.     Firms,  Individuals  and  corporations  contemplating  the  location  of  business  enterprises  are  Inrlted 
correspond  with  Samuel  J.  Nathan,  90  West  Street,  New  York  City.     Maps  and  full  Information  concerning  available  property  will  be  promptly  furnished- 

Mileage  at   present  operated.   T  mites:  additional  under  construction. 

Lighterage  connection  with  all  coastwise  lines  out  of  Bsltlmore  for  seaboard  port*. 

sfeoeptlonal    location   for   plants   desiring   tidewater   delivery. 

CONNECTIONS—  At  Clinton  Street  with  the  Pennsylvania  Railroad  Tia  float  at  Wagners  Point.  C.  4  G  B.  R.  K.  to  Curtis  Bay.  At  Port  Corlngton  with  the  Western 
ttarylsnd  Tia  float  to  Wagners  Point,  C.  A  C.  B.  B.  R  to  Curtis  Bay.  With  the  Baltimore  A  Ohio  Bewail  Branch  at  Wagners  Point.  Through  connections  rU  tkees 
routes  to  all  points  East,  West,  North  and  South.  Industries  located  on  our  line  have  the  advantage  of  Bat  Baltimore  rate. 


TRAFFIC    MANAGERS 

The    I.   C.   C.   Special    Permission   No.  50340,   August  5,   1920,   Gives    the  Transportation 
Companies  Eighteen  Months  (16%j%  to  be  Issued  Every  3  Months)  to   Publish  Their  Tariffs. 

We  are  publishers  of  the  following  Standard  Loose  Leaf  All-Rail  Freight  Rate  Guides 

From  the  Principal  Cities 
of  the  United  States 

CANADA  EDITION  from 
Montreal,  Toronto,  Hamilton  and  London 


EASTERN  EDITION  from 
New  York,  Philadelphia,  Boston  and  New  England 


=1,  IIMG.,  Roches-tor,  N.  V. 

Traffic  and  Railroad  Men  wanted  to  tell  these  Edition*  in  all  cities,  on  tpare  time.     Liberal  commission  paid. 
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Denver  Traffic  Club.  J.  F.  Vallery,  Pres.;  C.  B.  Rader,  Secy. 
and  Treas. 

Detroit  Transportation  Club.  H.  H.  Hamill,  Pres.;  T.  R. 
Cochrane  Secy. 

Elmlra  (N.  Y.)  Traffic  Club.  J.  J.  Delaney,  Pres.;  J.  C. 
Field,  Secy. 

El  Paso  Traffic  Club.  N.  L.  Rankin,  Pres.;  Geo.  Deck,  Secy.- 
Treas. 

Erie  Traffic  Club.  P.  D.  Belknap,  Pres.;  M.  W.  Eismann, 
Secy. 

Flint,  Mich.  —  Transportation  Club  of  Chamber  of  Commerce. 
F.  A.  McHale,  Pres.;  F.  G.  Pick,  Secy. 

Fort  Wayne,  Ind.  Traffic,  Transportation,  and  Waterways 
Bureau  of  the  Chamber  of  Commerce.  H.  E.  Falrweather, 
Chairman;  E.  C.  Miller,  Vice-Chairman. 

Fort  Worth  Transportation  Club.  E.  C.  Price,  Pres.;  E.  B. 
Wyatt,  Secy. 

Freeport,  111.  —  Greater  Freeport  Traffic  Club.  W.  H.  Jenner, 
Pres.;  F.  F.  Pepperdine,  Secy. 

Grand  Rapids  Traffic  Club.  E.  L.  Ewing,  Pres.;  J.  C.  Quin- 
lan,  Secy. 

Green  Bay  (Wis.)  Traffic  Club  of  the  Green  Bay  Association 
of  Commerce.  F.  Hurlbut,  Pres.;  W.  J.  LaLuzerne,  Secy.-Treaa. 

Houston  Traffic  Club.  J.  F.  Hennessy,  Jr.,  Pres.;  E.  L.  Wil- 
liams, Secy. 

Indianapolis  Transportation  Club.  F.  A.  Butler,  Pres.;  G.  N. 
Baker,  Secy. 

Jackson  (Mich.)  Traffic  Club  of  the  Jackson  Chamber  ef 
Commerce.  W.  P.  Hobart,  Pres.;  H.  A.  Plummer,  Secy. 

Jacksonville  Traffic  Club.  James  F.  Mead,  Pres.;  F.  C.  Saw- 
yer, Secy.-Treas. 

Jamestown,  N.  Y.—  Traffic  Club  of  the  Jamestown  Board  of 
Commerce.  R.  C.  Kohn,  Pres.;  H.  W.  Chapman,  Secy. 

Jersey  City  Traffic  Club.  Isaac  Kemp,  Pres.;  Robert  Wal- 
lace, Secy. 

Kalamazoo  Traffic  Club.  W.  C.  Thorns,  Pres.  ;  C.  J.  Bolender 
Secy. 

Kansas  City  Traffic  Club.  Frank  M.  Cole,  Pres.;  Fred  B 
Blair,  Secy.-Treas. 

Lansing  (Mich.)  Traffic  Club.  K.  P.  Hodges,  Pres.;  J.  T. 
Ross,  Secy.-Treas. 

Los  Angeles  Transportation  Association.  C.  G  Krueeer 
Pres.;  C.  V.  Means,  Secy. 

Louisville  Transportation  Club.  C.  R.  Long,  Pres  •  W  T 
Vandenburg,  Secy. 

Mansfield,  O.,  Traffic  Managers'  Division  of  the  Manufactur- 
ers' Club.  W.  H.  Gugler,  Chairman;  W.  T.  Leonard,  Secy. 

Memphis  Traffic  Club.  J.  M.  Walsh,  Pres.;  L.  E.  McKnight 
Secy. 

Milwaukee  Traffic  Club.  F.  M.  Elkinton,  Pres.;  R.  S.  Dahl 
Secy,  and  Treas. 

Minneapolis  Traffic  Club.  F.  B.  Townsend,  Pres.;  W.  W.  Gib- 
son, Secy. 

Newark  Traffic  Club.    John  Enstice,  Pres.;  A.  Rennie,  Secy. 
New  England  Traffic  Club,  Boston.    C.  A.  Anderson    Pres.: 
P.  L.  Stuart,  Secy. 

New  York  Traffic  Club.  R.  J.  Menzies,  Pres.;  C.  A.  Swop* 
Secy. 

New  York,  N.  Y.—  Traffic  Club  of  the  Queensboro  Chamber 
of  Commerce.  E.  J.  Tarof,  Pres.;  P.  W.  Moore,  Secy. 

Oklahoma  City  Traffic  Club.  H.  C.  Conley,  Pres.;  K.  C 
Baker,  Secy. 

Omaha—  Traffic  Managers'  Committee,  Omaha  Chamber  of 
Commerce.  C.  E.  Childe,  Chairman;  E.  A.  Stringer  Secy 

Peoria  Transportation  Club.  C.  H.  Gillig,  Pres.;  O.  B.  Eddy 
Secy.-Treas. 

Philadelphia  Traffic  Club.  J.  A.  Tait,  Pres.;  W  H  Mont- 
gomery, Secy. 

Philadelphia—  Commercial  Traffic  Managers  of  Philadelphia 
C.  H.  Rolf,  Pres.;  T.  Noel,  Butler,  Secy 

Pittsburgh  Traffic  Club.  W.  W.  Blakely,  Pres  ;  F  A  Lay- 
man, Secy. 

Pittsburgh  Traffic  and  Transportation  Association  S  R 
Hosmer,  Pres.;.  R.  F.  Heil,  Recording  Secy. 

Portland  Transportation  Club.  E.  M.  Burns  Pres  •  W  O 
Roberts,  Secy. 

Providence,  R.  I.—  Traffic  Club  of  the  Providence  Chamber 
of  Commerce.  G.  E.  Allen,  Chairman;  E.  C.  Southwick,  Secy. 

Ridgeway,  Pa.—  Traffic  Club  of  Elk  County.  W.  H  Grant 
Pres.;  C.  L.  Bishop,  Secy. 

Roanoke  (Va.)  Traffic  Club  of  the  Association  of  Commerce. 
S.  H.  Coleman,  Pres.;  J.  T.  Preston,  Secy 

Rochester,  N.  Y.—  Traffic  Council  of  the  Rochester  Chamber 
of  Commerce.  A.  T.  Cobb,  Chairman;  F.  W.  Burton  Secy 

San  Francisco  Transportation  Club.  A.  A.  Moran,  Pres  ; 
H.  G.  Guyett,  Secy. 

W'  T'  Bozeman> 


Seattle  Transportation  Club.    F.  W.  Graham,  Pres.;  E.  W. 
Mosher,  Secy.-Treas. 

Sioux  City,  la.— Traffic  Managers'  Club  of  Sioux  City.    J.  P. 
Haynes,  Pres.;  R.  R.  Wigton,  Secy. 

South  Bend  Traffic   Club.     F.   S.   Montgomery,   Pres.;    G.  S 
Hess,   Secy.-Treas. 

Spokane  Transportation  Club.     W.  H.  Ude,  Pres.;  G.  A.  King, 
Secy.-Treas. 

St.  Louis  Traffic  Club.    A.  F.  Versen,  Pres.;  J.  R.  Beil,  Secy. 

Syracuse  Traffic  Club.     W.  J.  O'Neil,  Pres.;    F.  M.  Varah, 
Secy. 

Toledo  Transportation  Club.    W.  O.  Hoist,  Pres.;  J.  J.  Lynch, 
Secy. 

Trenton   (N.  J.)   Traffic  Club.     M.   D.   Warren,  Pres.;    F.  J 
Quick,  Secy. 

Troy,  N.  Y.— The  Traffic  Club,  Inc.,  of  Troy.    W.  J.  Cipperly, 
Pres.;  H.  A.  Zeff,  Secy. 

Utica   (N.  Y.)   Traffic  Club.     R.  E.  Fitch,  Pres.;   C.  E.  Dar- 
rigrand,  Secy,  and  Treas. 

Tulsa,  Okla. — Transportation  Club  of  Tulsa.    J.  A.  Bernier, 
Pres.;  R.  C.  Hughes,  Secy. 

Waco  Traffic  Club,     C.  H.  Carringer,  Pres.;   Lloyd  Bailey, 
Secy. 

Washington  Traffic  Club.    C.  E.  Phelps,  Pres.;  J.  T.  M.  Du- 
vail,  Acting  Secy. 

Wheeling  (W.  Va.)  Traffic  Club.    W.  H.  Higgins,  Pres.;  A. 
W.  Dowler,  Secy. 

Wichita   Traffic   Club.    G.   P.   Nissen,   Pres.;    H.   G.  WatU, 
Secy. 

Wichita  Falls  (Tex.)  Traffic  Club.    A.  A.  Spencer,  Pres.;  J. 
W.  Chatham,  Jr.,  Secy.-Treas. 

Worcester    (Mass.)    Traffic    Association.    H.    A.    Roussean, 
Pres.;   J.  H.  Lane,  Secy. 

York   (Pa.)   Traffic  Club.    W.  L.  Rupp,  Pres.;   J.  F.  Balrd, 
Secy.-Treas. 


ALABAMA  LINE  AUTHORIZED 

The  Traffic  World   Washington  Bureau 

The  Commission  has  authorized  the  Central  of  Georgia  Rail- 
way Company  to  build  a  branch  line  in  Jefferson  county,  Ala- 
bama, to  reach  several  coal  mines  in  that  region,  and  to  retain 
the  excess  earnings  from  the  operation  of  the  branch  for  ten 
years  under  the  provisions  of  the  transportation  act. 

"The  proposed  branch  is  to  extend  from  a  point  called 
McCombs,"  the  Commission  said,  "which  is  12.6  miles  east  of 
Birmingham,  in  a  southwesterly  direction  along  the  foot  of 
Shades  Mountain,  a  distance  of  5.8  miles,  thence  southeasterly 
about  one  mile  to  a  station  not  yet  named,  with  a  spur  line 
extending  some  three  miles  southwest  from  the  angle  of  the 
main  branch.  No  survey  has  yet  been  made,  but  it  is  stated 
that  the  specifications  will  conform  to  applicant's  class  C  road- 
bed and  track  and  that  an  80-pound  relay  rail  will  be  used. 
The  applicant  expects  to  complete  the  construction  by  August 
1,  1921.  It  is  proposed  to  pay  the  cost  of  the  new  line 
out  of  current  funds,  reimbursing  its  treasury  later  by  issuing 
bonds  for  the  amount  of  the  expenditure. 

"The  applicant  desires  to  carry  freight  and  passengers  as 
a  common  carrier  on  the  extension,  but  the  primary  purpose 
to  be  served  by  the  proposed  line  is  the  hauling  of  coal  from 
the  several  mines  to  be  reached  either  djrectly  by  the  branch 
or  by  spurs  therefrom.  It  is  stated  that  some  of  the  older 
mines  in  the  region  of  Birmingham  are  nearly  exhausted  and 
that  the  opening  of  the  mines  in  Jefferson  county  is  therefore 
a  necessity.  This  development  is  said  to  be  assured.  The  ap- 
plicant is  particularly  desirous  of  serving  this  new  coal  field 
because  of  the  fact  that  its  own  supply,  in  large  measure,  comes 
from  mines  to  which  it  has  no  direct  access,  the  only  tonnage 
of  coal  originating  on  its  lines  being  that  produced  by  mines 
in  St.  Clair  county,  having  an  aggregate  rating  of  approximately 
2,000  tons  per  day.  Present  supplies  of  coal  produced  in  Ala- 
bama are  mined  at  points  west  of  Birmingham,  but  the  coal 
handled  by  the  proposed  line  will  be  routed  to  points  east,  thus 
eliminating  any  cross  haul.  Because  of  the  topography  of  the 
country,  which  is  mountainous,  the  coal  field  in  question  cannot 
now  be  served  by  any  other  carriers  or  by  any  extension  except 
the  one  proposed." 


Scranton,  Pa—  Traffic  Club  of  the  Scranton  Board  of  Trade. 
*.  u.  Brooks,  Chairman;  F.  J.  Hoffman,  Secy. 


C.   R.   I.  &   P.   LIABILITY   FOR   BONDS 

The  Chicago,  Rock  Island  &  Pacific  has  applied  to  the  Com- 
mission for  authority  to  assume  liability  as  guarantor  in  respect 
of  $619,000  of  first  mortgage  bonds  issued  by  the  St.  Paul  and 
Kansas  City  Short  Line  Railroad  Company  and  $227,000  of  first 
mortgage  bonds  issued  by  the  Rock  Island,  Arkansas  and 
Louisiana  Railroad  Company.  The  C.  R.  I.  &  P.  operates  both 
properties  under  leases  and  the  bond  issues  represent  indebted- 
ness to  it  from  the  two  companies  by  reason  of  advancement  of 
funds  to  them  by  the  applicant.  The  applicant  proposes  to  hold 
the  bonds  in  its  treasury  and  use  them  as  collateral  security  for 
short  term  loans  until  the  market  price  for  the  bonds,  now  about 
€8,  improves,  and  to  do  this  it  must  guarantee  the  bonds,  it  says. 
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Havana  Line 

MERCHANTS  AND  MINERS 
TRANSPORTATION  COMPANY 

(Established   1854) 

Norfolk — Newport  News — Havana 

FORTNIGHTLY  SAILINGS 

The  last  Twelve  Steamers  have  averaged  ONL  Y 
EIGHT  DA  YS  awaiting  Discharging  Berth. 

Charters  arranged  for  full  cargoes  to  any  port 

Shippers  will  avoid  many  difficulties  and  attend- 
ant losses  by  forwarding  their  business  via  this 
regular  established  line,  operating  fast  steel 
steamers. 

Through  export  bills  of  lading  issued  from  all 
interior  points. 

Cheaper  Rates  from  Interior  Points  ria 
Norfolk  and  Newport  News 


Atlanta,  Ga. 
Baltimore,  Md. 
Boston,  Mass. 
Havana,  Cuba 
Jacksonville,  Fla 
Norfolk,  Va. 
Philadelphia,  Pa 
Pittsburgh,  Pa. 
Providence,  R.  I 
Savannah,  Ga. 
St.  Louis,  Mo. 


For  Rales  and  Space  apply  to 


C.  S.  Buford,  Commercial  Agent 
W.  W.  Tull,  General  Agent 
C.  H.  Maynard,  General  Agent 
M.  V.  Molanphy,  General  Agent 
C.  M.  Haile,  General  Agent 
A.  E.  Porter,  General  Agent 
A.  L.  Bongartz,  General  Agent 
L.  T.  Fowler,  Commercial  Agent 
W.  H.  Miller,  General  Agent 
R.  M.  Griffin,  Local  Agent 
J.  R.  Bell,  Freight  Representative 


A.  W.  GRAVES,  Manager,  Baltimore,  Md. 


North  China  Line 

(Columbia  Pacific  Shipping  Company) 

OF 

PORTLAND,  OREGON 

Regular  direct  service  between  Pacific  Coast 

and    Tsingtao,   Tientsin    (Taku    Bar), 

Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama,  Kobe  and  Shanghai 

Sailing!  Every  Twenty-one  Days  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  flag  A-l  Steel  Steamer*) 

SS  "WEST  NOMENTUM"  April  4 
SS  "WEST  KEATS"  April  25 

SS  "WEST  NIVARIA"          May  16 
SS  "BEARPORT"  June  6 

Transhipment  at  Shanghai  to  American  River  steamers  for 
Hankow,  Pukow,  Nanking  and  other  open  Yangtsekiang 
River  ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 

Sudden  &  Christenson 

General  Eastern  Agents 

44  Whitehall  St.,  New  York  City 
or 

Columbia  Pacific  Shipping  Company 

General  Offices 

Board  of  Trade  Building,  Portland,  Oregon 


CUNARD 

ANCHOR    .. 

ANCHOR-DONALDSON ' 


Regular  Services 


NEW  YORK 
BALTIMORE 
MONTREAL 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 

ANTWERP 

HAMBURG 

MEDITERRANEAN 


Between 


BOSTON 
PHILADELPHIA 
PORTLAND,  ME. 

LIVERPOOL 

SOUTHAMPTON 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 

LEVANT 


General  Offices  :  21-24  State  St.,  N.  Y.  City 

Chicago  Office: 
Cunard  Bldg..  1  4O  N.  Dearborn  Street 


Atlanta.  H 
St. 

Baltimore.   1*7 
more  Si. 

Boston,   I2C  Stats  St. 

Cleveland,     Hotal    Cleve- 
land  Bldg. 

Detroit,     35     WuhlBftM 
Blvd. 

Minneapolis     Third     M. 
and   Second   Am..   So. 


Montreal,  20  Honltal 
New   Orleane,   206  St 


Philadelphia,    IM*    Wai- 

Pittsburgh,  712  »«ltlil«H 

St. 

St.    Loult,    113*   Olive   M. 
San    F  rind  too.   Ml    etar- 

ket  St. 

Seattle,    821    Sewed   AM. 
Vancouver,    622    HaetlefS 

St   W. 
Washington,    D.    C..    117 

14th  St  N.  W. 
Wlnalpof.  27*  Hall  M. 
Or  Leeal  Ateate 


Catskill  Evening  Line 

Pier  43,  N.  R.,  Foot  Christopher  Street,  New  York. 
Telephone  1097-1098  Spring. 

Navigation  resumed  for  the  season  of  1921. 

DIRECT  FREIGHT  SERVICE  BETWEEN 
NEW  YORK  CITY 

and  the  following  Hudson  Rirer  Landings: 

CATSKILL,  HUDSON,  COXSACKIE,  ATHENS,  STOCK- 
PORT,  'LINLITHGO,  *GERMANTOWN,  'CHEVIOT. 

*Stops   made  upon   special   arrangement  by   telephoning 

Spring  1097. 

All  local  rates  reduced.     Local  rates  include  Marine  In- 
surance. 

Freight  Received  Every  Week-Day  up  to  5:00  p.  m.,  at 
Pier  43,  North  River,  New  York  City. 

Perishable  freight  received  only  on  sailing  days. 

Fast   Freight   Route  from   New   York  City,  with   Package   Car   Service 
from   Hudson.  N.   Y.,  to 

Amsterdam,    Utica.   Syracuse.    Rochester,    Montreal   and   stations   on    the 
New   York   Central   Railroad. 

(Hudson    to   Rochester   and    Montreal.) 

Bellows    Falls,    Bennington,    Burlington,    Ogdensburg.    Rutland    and    all 
stations    on    the    Rutland    Railroad. 

Boston.    North    Adams.    Pittsfield.    Springfield,    Worcester    and    all    sta- 
tions on  the  Boston  &  Albany  Railroad. 

All   stations   on    the   Albany    Southern    Railroad. 

All  stations  on  the  Fonda,  Johnstown  &  Gloversrille  Railroad. 


Joint   freight  rates   and   through   service   between   above   Hudson   River 
landings  and  points  reached  by 

Clyde  Line  Morgan  Line 

Mallory  Line  Savannah  Line 

C.  R.  R.  Co.  of  N.  J.  D.  L.  &  W.  R.  R.,  B.  &  O.  R.  R. 

Pennsylvania  R.  R.  Philadelphia  &  Reading  Ry. 

Wright  &  Cobb  Transportation  Co. 


For  rates  and  any  other   information  apply   to  R.    A.   HISCANO, 
General  Manager. 
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Digest  of  New  Complaints 

• • 

No.   12031,  Sub.   No.  3.     Republic  of  France  vs.   Director  General,   as 

Unreasonable  ground  storage  charges  in  and  around  New  Tork 
harbor. 
No.   12031,   Sub.   No.  4.     Republic  of  Fran9e  vs.   Director  General,   as 

Unreasonable  ground  storage  charges  in  and  around  New  Tork 

No.  12031,  Sub.   No.  5.     Republic  of  France  vs.  Central  R.  R.  of  N.  J. 

et  al 
Unreasonable  ground  storage  charges  in  and  around  New  York 

harbor. 
No.  12031,   Sub.   No.   6.     Republic  of  France  vs.   Director  General,   as 

Unreasonable  ground  storage  charges  in  and  around  New  York 
harbor. 

No.  12275  (corrected).  Central  Wisconsin  Supply  Co.,  Beaver  Dam, 
Wis.,  vs.  C.  M.  &  St.  P.  et  al. 

Against  a  switching  rate  of  2c  from  Rockford,  111.,  to  Camp 
Grant  as  a  factor  in  rates  from  points  in  Wisconsin  and  Michigan 
to  Camp  Grant  as  unreasonable,  claiming  that  Davis  Junction 
rate  is  applicable  because  Camp  Grant  is  intermediate.  Asks  for 
reparation. 

No.  12327,  Sub.  No.  1.  A.  B.  Smith,  doing  business  as  A.  B.  Smith 
Lumber  Co.,  Paducah,  Ky.,  vs.  Chicago,  Memphis  &  Gulf,  Payne 
et  al. 

Asks  for  scale  of  rates  from  stations  on  the  Chicago,  Memphis 
&  Gulf  to  Trimble,  Tenn.,  on  logs,  when  for  manufacture  and  re- 
shipment  by  the  Illinois  Central  and  C.  M.  &  G.  not  in  excess  of 
rates  contemporaneously  maintained  for  like  distances  on  I.  C.'s 
southern  lines  proper  and  reparation. 

No.  12330.  Iowa  Malleable  Iron  Company,  Fairfleld,  Iowa,  vs.  A.  T. 
&  S.  F.  et  al. 

Unjustly  discriminatory  and  unduly  prejudicial   rates  on  petro- 
leum  fuel   oil  from   the   mid-continent   and   Kansas   City   districts 
to  Fairfleld.     Asks  for  just  and  reasonable  rates  and   reparation. 
No.   12331.     Frick-Reid  Supply  Company,   Tulsa,   Okla.,  vs.   Pittsburgh 
&  Lake  Erie  et  al. 

Unjust  and  unreasonable  combination  rate  of  94c  per  100  pounds 
on  iron  pipe  from  points  in  Pennsylvania  to  St.  Louis,  diverted  in 
transit  to  Ranger  and  Eastland,  Tex.,  as  compared  with  a  through 
rate  of  74  cents.  Asks  for  just  and  reasonable  rates  and  repara- 
tion. 
No.  12331,  Sub.  1.  Same  vs.  B.  &  O.  et  al. 

Unjust  and  unreasonable  combination  rates  on  boilers  and  boiler 
pipe  from   Parkersburg  and  Wheeling,   W.   Va.,   to   St.   Louis,   di- 
verted to  Ranger  and  Olden,   Tex.     Asks  for  just  and  reasonable 
rates  and  reparation. 
No.  12331,  Sub.  2.     Same  vs.  Erie  et  al. 

Unjust    and    unreasonable    combination    rates    on    shipments    of 
engines   from   Oil    City,    Pa.,    diverted    to   Ranger,    Tex.     Ask   for 
maximum  rates  and  reparation. 
No.  12331,  Sub.  3.     Same  vs.  Toledo.  St.  Louis  &  Western. 

Against  combination  rate  of  $1.08  per  100  pounds  on  iron 
sucker  rods  from  Toledo,  O.,  to  St.  Louis,  diverted  to  Ranger, 
Tex.  Ask  for  reparation. 

No.  12331,  Sub.  No.  4.  Frick-Reid  Supply  Co.,  Tulsa,  Okla.,  vs.  Penn- 
sylvania, Payne  et  al. 

Unjust  and  unreasonable  rates  on  iron  pipe  fittings  from  Huff, 
Pa.,   to   Fort   Worth,   Tex.,   and   diverted   to   Ranger,    Tex.     Asks 
cease  and  desist  order,  just  and  reasonable  rates  and  reparation. 
No.  12331,  Sub.  No.  5.    Same  vs.  Same. 

Unjust  and  unreasonable  rates  on  wire  rope  from  Trenton,  N.  J., 
to  Dublin,   Tex.,   and  diverted  to  Gorman,   Tex.     Asks   cease  and 
desist  order,  just  and  reasonable  rates  and  reparation. 
No.    12332.     Armour   &    Co.,    Chicago,    vs.    Delaware,    Lackawanna    & 
Western  et  al. 

Against  a  third  class  rate  of  17  cents  per  100  pounds  on  carload 
shipments  of  fresh  meat  from  Eastern  State  Freezer  to  its  plant 
at  Jersey  City  to  the  extent  that  it  exceeded  $5  per  car  on  ship- 
ments intended  for  South  American  markets.  Seek  establish- 
ment of  a  rate  not  to  exceed  $7  per  car  and  for  reparation. 
No.  12333.  Standard  Oil  Company  of  California,  San  Francisco,  vs. 
A.  T.  &  S.  F.  et  al. 

Unjust  and  unreasonable  rates  and  charges  on  gasoline  from 
Fort  Worth,  Tex.,  Ardmore,  Okla.,  Iowa  Park,  Tex.,  and  Greybull, 
Wyo.,  to  Klamath  Falls,  Ore.,  and  on  iron  pipe  from  McKeesport, 
Pittsburgh,  Pa.,  and  Lorain,  O.,  to  Taft  and  other  points  in 
California.  Ask  for  reparation. 

No.  12334.  Freeman  Grain  Company,  Salina,  Kan.,  vs.  Director  Gen- 
eral, as  Agent. 

Unjust  and  unreasonable  rates  on  carload  shipments  of  wheat 
billed  to  Salina  for  grading  and  then  diverted  to  final  destination. 
Ask  for  reparation. 

No.    12335.     Swift   &   Company,   Chicago,   vs.   Georgia   Northern   et   al. 

Against  an  L.  C.  L.  minimum  charge  of  75  cents  per  shipment 

on    packing    house    products    from    Moultrie,    Ga.,    to    points    in 

Georgia,  Alabama  and  South  Carolina  as  unjust  and  unreasonable 

to  the  extent  it  exceeded  rate  of  50  cents.     Ask  for  reparation. 

No.  12336.  Armour  &  Company,  Chicago,  III.,  vs.  Director  General, 
as  Agent. 

Against  minimum  charges  on  L.  C.  L.  shipments  of  packing 
house  commodities  from  East  St.  Louis  to  various  interstate  des- 
tinations in  so  far  as  they  exceeded  a  minimum  charge  of  50 
cents,  to  which  basis  reparation  is  asked. 

No.  12337.  Swift  &  Company,  Chicago,  vs.  East  St.  Louis  Junction 
Ry.  Co.  et  al. 

Account  failure  to  absorb  full  amount  of  switching  charge  of 
$4.50  per  car  on  shipments  of  packing  house  products  in  carload 
and  peddler  cars  at  East  St.  Louis  on  interstate  shipments.  Ask 
for  reparation  of  |1,045. 

No.  12338.  Charleston  (Miss.)  Milling  Company  vs.  Director  General, 
as  Agent. 

Unjust  and  unreasonable   rates  on  carload  shipments   of  wheat 
from  Sixton  and  Benton,  Missouri,  to  Atlanta.    Ask  for  reparation. 
No.  12339.     Minnesota  Steel  Company,  Duluth,  vs.  Duluth,  Missabe  & 
Northern  et  al. 

Unjust  and  unreasonable  rates  between  June  25  and  November 
5,  1918,  on  coal  and  limestone  from  Missabe  Junction  to  Steelton. 
Ask  for  reparation  of  $82.356. 

No.  12340.  Agate  Products  Company,  San  Francisco,  Cal.,  vs.  Direc- 
tor General,  as  Agent. 

Against  a  second  class  rate  on  agate  pebbles  from  Glendive  and 
other  points  in  Montana  to  San  Francisco  and  against  one  and 


one-half  times   first   class   on   shipments   in   sacks   as   unjust   and 
unreasonable.     Ask  for  reparation. 

No.  12341.      Rosenberg  Bros.  &  Co.  et  al.,  San  Francisco,  vs.  Director 
General  Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  paddy  rice  between  points  in 
California.  Asks  reparation. 

No.  12342.    Western  Grain  Co.,  Birmingham,  Ala.,  vs.  L.  &  N.,  Payne 
et  al 

Unjust,  excessive,  unreasonable  and  discriminatory  rates  on 
black  strap  molasses  from  Mobile,  Ala.,  and  New  Orleans,  La.,  to 
Birmingham,  Ala.  Also  charges  rates  are  in  violation  of  fourth 
section.  Asks  cease  and  desist  order,  just,  reasonable  and  non- 
discriminatory  rates  and  reparation. 

No.  12343.     Anaconda  Copper  Mining  Co.,  New  York,  vs.  Butte,  Ana- 
conda &  Pacific,  Payne  et  al. 

Unjust,   unreasonable,   unjustly  discriminatory,   unjustly  prefer- 
ential   and    prejudicial    rates    on    copper   and    other    metals    from 
Anaconda  and  Great  Falls,  Mont.,  to  Rome,  N.  Y.    Asks  reparation. 
No.   12344.     Canby   Milling  Co.,   Minneapolis,   vs.   C.   St.   P.    M.    &   O., 
Payne  et  al. 

Unjust,    unreasonable,    discriminatory    and    prejudicial   rates   on 
wheat   from   Minneapolis,    milled  at   Canby,   Minn.,   and   forwarded 
to  Chicago  or  eastern  destinations.    Asks  reparation. 
No.  12345.     John  P.  Rausch  Co.,  Inc.,  New  Orleans,  vs.  G.  H.  &  S.  A., 
Payne  et  al. 

Unjust,  unreasonable  and  unduly  prejudicial  rates  on  rosin  from 
Hood,  La.,  to  Galyeston,  Tex.,  for  export.  Asks  cease  and  desist 
order  and  reparation. 

No.  12346.     Old  Ben  Coal  Corp.,  Chicago,  vs.   C.   B.   &  Q.  and  Payne. 
Unlawful,     unreasonable,     excessive,     unjust,    unjustly     discrim- 
inatory and  unduly  prejudicial  rates  on  rock  or  shale  dust  from 
West  Frankfort  to  Christopher  and  Sesser,  111.     Asks  reparation. 
No.   12347.     California  Cotton   Mills   Co.,    Oakland,    Calif.,   vs.    Director 
General  Payne,  as  agent. 

Unjust  and  unreasonable  charges  on  cotton-twine,  cotton  factory 
sweepings    and    cotton    yarn    from    Uniontown,    Ala.,    to    Pacsteel, 
Calif.    Asks  reparation. 
No.   12348.     Briggs  &  Turivas,   Chicago,  vs.   Southern  and  Payne. 

Unjust  and  unreasonable  rates  on  scrap  steel  from  Atlanta,  Ga., 
to  Johnson  City,  Tenn.  Asks  reparation. 

No.    12349.      Kingan    &    Co.,    Inc.,    Indianapolis,    vs.    Director    General 
Payne,  as  agent. 

Unjust,  unreasonable  and  unduly  prejudicial  charges  for  switch- 
ing live  stock  over  Indianapolis  Union  Railways  from  stockyards 
of  Belt  R.  R.  &  Stock  Yards  Co.  at  Indianapolis  to  plant  of  com- 
plainant at  Indianapolis.  Asks  reparation  of  $76,671. 
No.  12350.  Minute  Tapioca  Co.,  Orange,  Mass.,  vs.  Boston  &  Maine, 
Payne  et  al. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates 
on  minute  tapioca  substitute  from  Orange.  Mass.,  to  San  Fran- 
cisco and  Los  Angeles,  Calif.  Asks  reparation. 

No.  12351.     Santa  Fe  Metal  and  Iron  Co.,  Santa  Fe,  N.  M.,  vs.  Director 
General  Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  scrap  iron  from  Santa  Fe, 
N.  M.,  to  Denver,  Colo.,  because  in  excess  of  the  combination  on 
Colorado  Springs.  Asks  reparation. 

No.    12352.      C.    G.    Chevalier,    Baltimore,    Md.,    vs.    Director   General 
Payne,   as  agent. 

Unjust    and    unreasonable    rates    on    manganese    ore    from    First 
Ford,  Va.,   to  Pittsburgh  and  Sharpsburg  Stations,   Pa.     Asks  for 
reparation  down  to  basis  of  subsequently  established  rate. 
No.  12353.     The  Vickers  Petroleum  Co.,  Inc.,  Wichita,  Kan.,  vs.  A.  T. 
&  S.  F.,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  petroleum  distillate  from  Pot- 
win,  Kan.,  to  Matoaka,  Okla.  Asks  reparation  down  to  basis  sub- 
sequently established  rate. 

No.    12354.      Lake    Charles    Naval    Stores    Co.,    Lake    Charles,    La.,    vs. 
Kansas  City  Southern,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  turpentine  from  Everetts  and 
Lansco,  La.,  to  Westwego,  La.  Asks  reparation. 

No.    12355.     Lake   Charles   Naval   Stores   Co.,    Lake   Charles,    La.,   vs. 
Alexandria  &  Western,   Payne  et  al. 

Unjust  and  unreasonable  rates  on  staves  from  McNary,  La.,  to 
various  destinations.  Asks  reparation. 

No.    12356.     Corona  Coal  Co.,   Birmingham,   Ala.,   vs.   Director  General 
Payne,  as  agent. 

Tlnjust  and  unreasonable  demurrage  charges  on  lump  coal  from 
Corona,  Ala.,  to  Ocala,  Fla.  Asks  reparation. 

No.  12357.     O'gden  (Utah)  Packing  and  Provision  Co.  vs.  D.   &  R.  G., 
Payne  et  al. 

Unjust,    unreasonable,    prejudicial    and    discriminatory    rates    on 
fresh    meat    and    packing-house    products    from    Ogden,    Utah.,    to 
San    Francisco,    Los    Angeles.    Sacramento    and    Pasadena.    Calif. 
Asks  cease  and  desist  order,  just  and  reasonable  rates  and  repara-  ' 
tion  of  $41,493.61. 

No.  12358.    Texas  Livestock  Shippers'  Protective  League  et  al.  vs.  Abi- 
lene &  Southern,  Payne  et  al. 

Unjust  and  unreasonable,  unjustly  discriminatory  and  unduly 
prejudicial  or  preferential  rates  on  live  stock  from  points  in  Texas 
to  various  interstate  destinations  and  from  interstate  destinations 
to  points  in  Texas.  Asks  just  and  reasonable  rates  and  repara- 
tion. 

No.  12359.     Humble  Pipe  Line  Co.,  Houston,  Tex.,  vs.  Director  General 
Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  wrought  pipe  from  Pittsburgh, 
Pa.,  Hillendahl,  Bellaire  and  Fairbanks,  Tex.     Asks  reparation. 
No.  12360.     Empire  Refineries,  Inc.,  et  al.,  Tulsa,  Okla.,  vs.  Mo.  Pac., 
Payne  et  al. 

Unjust,    unreasonable,   unduly   preferential   and  prejudicial   rates 
on    fuel    and    gas    oil    from    various    refining    points    in    the    mid- 
continent  oil  field  to  Fremont,  Neb.     Asks  reparation. 
No.  12361.     Grayson-Owen  Co.,  Oakland,  Calif.,  vs.  Nevada-California- 
Oregon,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  feeder  cattle  from  points  of 
origin  north  of  Davis,  Calif.,  to  Stockyards,  Calif.,  to  be  fed  in 
transit  at  Alvarado.  Asks  for  reparation. 

No.  12362.     Bell  &  Zoller  Coal  Co.,  Chicago,  vs.  B.  &  O.  Southwestern 
et  al. 

Against  the  distribution  of  coal  cars  under  C.  S.  31,  as  unjust 
and  unreasonable.  Asks  for  restoration  of  coal  car  distribution 
rules  in  effect  prior  to  promulgation  of  that  rule. 

No.   12363.     The  Procter  &   Gamble  Co.,   Cincinnati,   vs.   Appalachicola 
Northern  et  al. 

Against  rates  on  fish  oil  from  Port  Saint  Joe,  Fla..  to  Ivorydale. 
O.,  as  unjust  and  unreasonable.  Asks  for  reasonable  rates  and 
reparation. 

No.   12364.     Southern  Arizona  Traffic  Assn.,  Douglas,   Ariz.,   et  al.   vs. 
Arizona  Eastern,  Payne  et  al. 

Against  rates  on  cereals,  cereal  products  and  hay  prescribed  by 
the  Railroad  Administration  as  unlawful  because  differing  from 
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PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  Monthly  Service          A-l  Steamers 

MOBILE  to  ANTWERP 
HAVRE  and  BORDEAUX 
and  U.  S.  PACIFIC  COAST 


St.  Louis  Office: 
1217  Pierce  Building 

IRVING  H.  HELLER,  Manager 


Birmingham  Office: 
324  Chamber  of  Commerce  Bldg. 

GEORGE  C.  MCLAUGHLIN,  Manager 


R.  B.  YOUNG,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go. 

312-31 4-316  WILLIAMSON  STREET          P.  0.  Box  985 

General      Storage  —  Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Brokers — Track    Connections    with    all     Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phone  No    4883  SAVANNAH,     GA. 

CINCINNATI,  OHIO 

J.  C.  BUCKLES  TRANSFER  COMPANY 

67  Plum  Street 

FREIGHT  FORWARDING  AND  TRANSFER  AGENTS 

Distributors  and  Forwarders  of  Pool  Cars  a  Specialty 
Both  Team  and  Motor  Truck  Service.    Also  Export  Freight  Contractors 

CHICAGO 

Jos.  Stockton  Transfer  Co. 


1020  South  Canal  Street,  near  Taylor  Street 

tlon — C 
Dlstrll 


Teaming  of  Every  Oescrlptlpn^-Clty  Delivery  Service  and  Carload 

"rltnrtors 


PORTLAND,      OREGON 

OREGON  TRANSFER  COMPANY 

Established  In  1868 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

No  switching  chart*  on  carload  shipments. 


SEATTLE  TRANSFER  CO. 

123  Jackson  St.  Seattle,  Wash. 

Quick  Distribution  of  all  Pool  Can 
100,000  sq.  ft.  of  warehouse  space 
Warehouse-men  and  forwarders. 

ROCHESTER,  NEW  YORK 

General  Storage      Forwarding      Carload  Distribution 

Excellent  facilities  for  reahlpplng  without  cartage.  Inauraa**  r»U 
12  cents.  Members  of  American  Warehousemen's  Association  an* 
American  Chain  of  Warehouses. 

Write  for  particulars. 
B.    R.    A.    f.   WAREHOUSE,    Inc.  KINO    AND    MAPUB    8T» 


BANKERS  OF  MERCHANDISE 

Storage,  Distribution,  Moving,  Packing,  Shipping 
Fireproof  Construction 

International  Warehouse  Co.,  R.  H.  OLIVER, 
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rates  provided  in  orders  of  Arizona  Corporation  Commission.    Asks 
for  rates  ordered  by  state  commission  and  reparation. 
No.   12365.     Oklahoma  Iron  Works  et  al.,  Oklahoma  City,  vs.   Akron, 
Canton  &  Youngstown,  Payne  et  al.  . 

Unjust  and  unreasonable  rates  on  steel  billets,  forgmgs  and  oil 
well   supplies   from   points   of   origin   in   western   Pennsylvania  t 
Tulsa    and    Muskogee.    Okla.      Asks    for    reasonable    rates    and 

No.  llflef  John  W.  Eshelman  &  Sons  et  al.,  Lancaster,  Pa.,  vs.  Mobile 
&  Ohio,  Payne  et  al. 


Cil 

unrcfl.sono.un;  ***  nnn.  *v  «w«^w  •.»•.  v».  -  rf • —  *- -  -       — 

meal  and  cake  are  used  in  preparation  of  mixed  feeds  at  LaneasK 
for  shipment   beyond.     Asks   for  reasonable  rates  and   rules   I 

No.  ri1&67?  'Oklahoma  Clay  Products  Assn.,  Oklahoma  City,  vs.  A.  T. 

Against  rates  on  brick  and  clay  products  from  points  in  Kansas 
to    destinations    in    Kansas    lower   than    from    points    of    origin    in 
Oklahoma  to   destinations    in   Kansas   to   the   prejudice   and   dis 
advantage  of  complainants.     Asks   for  just,   reasonable   and  non- 
discriminatory  rates. 

No.   12368.     Florida  Citrus  Fruit  Exchange,  Tampa,  Fla.,  vs.  Director 
General  Payne,  as  agent. 

Against  the  application  to  half  size  field  boxes  from  citrus  fruit 
packing  houses  to  orange  groves  of  rates  applicable  on  full  size 
boxes  during  January,  1919,  as  unjust  and  unreasonable.  Asks 
for  reparation. 

No.   12369.     Peet  Bros.   Mfg.   Co.,   Kansas   City,   vs.   Director  General 

Against  a  rate  of   $1.121/&    on   vegetable   oils   from   Pacific  coast 
ports  to  Kansas  City  as   unjust  and  unreasonable.     Asks  repara- 
tion of  $27,963. 
No.  12369.  Sub.  No.  1.     Same  vs.  Same. 

Against  a  rate  of  $1.12y2  on  peanut  oil  from  San  Francisco  Bay 
ports  to  Kansas  City  as  unjust  and  unreasonable.    Asks  reparation. 
No.   12370.     Phillips  Excelsior  Co.,   Chattanooga,   Tenn.,   vs.   Southern 
and  Payne. 

Unjust  and  unreasonable  rates  on  fourteen  cars  of  cordwood 
from  points  of  origin  in  Tennessee  and  Georgia  to  Chattanooga  as 
unjust  and  unreasonable.  Asks  reparation. 

No.   12371.     Theo.   Marcus  &   Co.,   Dallas,   Tex.,   vs.   Director  General 
Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  cotton  from  points  in  Texas 
to  Fall  River  and  Watuppa,  Mass.     Asks  reparation. 
No.  12372.     William  L.   Carney,   Chicago,   vs.   M.   St.   P.   &  Sault   Ste. 
Marie,  Payne  et  al. 

Unjust  and  unreasonable   rates  on   ice   from  points  of  origin  in 
Wisconsin  and  Illinois  to  Chicago.     Asks  for  reparation. 
No.    12373.     The   Kneeland-Bigelow   Co.    et   al.,    Bay   City,    Mich.,   vs. 
Michigan  Central  and  Payne. 

Against  an  increase  of  $1.25  per  1,000  ft.  on  logs  from  Vander- 
bilt  to  Bay  City,  Mich.,  as  unjust  and  unreasonable.  Asks  repara- 
tion. 

No.    12374.     Wofford    Oil    Co.    et   al.,    Birmingham,    Ala.,    vs.    N.    O.    & 
N.  E.,  Payne  et  al. 

Unjust  and  unreasonable   rates   on   gasoline   in   tank   cars   from 
Meraux,  La.,  to  Birmingham.  Ala.     Asks  reparation. 
No.  12375.    F.  S.  Royster  Guano  Co.,  Norfolk,  Va.,  vs.  Payne,  as  agent. 
Against   a    carload    minimum    of    $15    on    phosphate    rock    from 
Brewster   to    Royster,    Fla.,    as   unjust    and    unreasonable.      Asks 
reparation. 

No.    12376.     Forbes   Timber   Co.,    Inc.,    Seattle,    vs.    Northern    Pacific, 
Payne  et  al. 

Unjust  and  unreasonable  rates  on  logs  in  August  and  September, 
1918.  from  Maywood  and  Forcamp  to  Tacoma,  Wash.  Asks 
reparation. 

No.  12377.    Williamson-Halsell-Frazier  Co.,  Oklahoma  City,  vs.  Payne, 
as  agent. 

Against  a  combination  rate  of  81. 5c  on  canned  fruits,  40,000  Ibs. 
minimum,  from  points  in  Colorado  to  Oklahoma  City  as  unjust  and 
unreasonable; 'that  a  rate  of  50c  on  canned  beans,  of  69c  on 
canned  frviits,  from  Grand  Junction,  Colo.,  to  Oklahoma  City,  as 
unjust  and  unreasonable.  Asks  reparation. 

No.  12378.    Haley-Neeley  Co.,  Sioux  City,  la.,  vs.  Payne  and  American 
Ry.  Express  Co. 

Against  a  rate  of  $2.85  on  berries  from  St.  Louis  to  Aberdeen, 
S.  D.,  in  1919,  as  unjust  and  unreasonable.  Asks  reparation  down 
to  basis  of  $1.91. 

No.    12379.     A.   H.   Kerr  &  Co.    et   al..    Sand   Springs,    Okla!,    vs.    Sand 
Springs  Ry.  Co.,  Payne  et  al. 

Unjnst  and  unreasonable  rates  on  soda  ash  from  Hutchinson. 
Kan.,  to  Sand  Springs,  Okla.  Asks  for  reasonable  rates  and 
reparation. 

No.  12380.     The  Phillip  Bernard  Co.,   Sioux  City,  la.,  vs.  C.  &  N.  W., 
Payne  et  al. 

Against  a  rate  of  $1  per  100  Ibs.  on  live  stock  watering  fountains 
and  tanks  combined,  in  straight  C.  L.  or  in  mixed  C.  L.  with  poul- 
try waterers,  from  Sioux  City,  la.,  to  Peoria.  111.,  to  the  extent 
that  that  rate  exceeded  third  class.  Asks  reasonable  rates  and 
reparation. 

No.   12381.     Chevrolet   Motor  Co.   of  Michigan,   New   York,   vs.   Grand 
Trunk  Western,  Payne  et  al. 

Unjust,  unreasonable,  discriminatory  rates  on  steel  tire  carriers 
from  Detroit  and  Jackson  to  Flint,  Mich.,  shipped  at  various  times 
between  September  20,  1917,  and  February  28,  1921.  Asks  reason- 
able rates  and  reparation. 

No.  12382.    Chevrolet  Motor  Co.  of  Texas,  New  York,  vs.  C.  R.  I.  &  P.. 
Payne  et  al.    . 

Unjustly  discriminatory,  unjust  and  unreasonable  rates  on  body 
woodwork,  k.  d.,  between  St.  Louis  and  Ft.  Worth,  between  Sep- 
tember 1,  1917,  and  date.  Asks  reasonable  and  non-discriminatory 
rates  and  reparation. 

No.   12383.     Chevrolet  Motor  Co.  of  New  York  vs.   C.  &  E.   I.,   Payne 
et  al. 

Unjust,   unreasonable  and  unduly  discriminatory   rates  on  body 
woodwork,  k.  d.,  in  the  white,  O.  L.,  from  St.  Louis  to  Tarrytown, 
N.  Y.    Asks  reasonable  rates  and  reparation. 
No.   12383,  Sub.   No.   1.     Same  vs.   Same. 

Same  complaint  as  to  shipments  of  same  commodity  in  period 
from  Feb.  15,  1919.  to  date.  Same  prayer. 

No.  12384.    Tutwiler  &  Brooks,  Birmingham,  Ala.,  vs.  Southern  et  al. 

Against  a  rate1  of  $2.10  per  gross   ton   on   850   tons   of  pig  iron 

from   North   Birmingham    to   New   Orleans   for   export   to   Genoa. 

Italy,    as   unjust   and    unreasonable    because    it   exceeded   rate    of 

1.80.     Asks  reparation. 

No.   12385.     Dyer  Packing   Co.,   Vincennes,   Ind.,   vs.   B.   &   O.,   Payne 
et  al. 

Unjust  and  unreasonable  rates  on  soft  coal  from  the  Oliphant- 
Johnston  Coal  Co.'s  mine  near  Bruceville,  Ind.,  to  Vincennes.  Ind. 
between  June  25.  1918,  and  September  1,  1920.  Asks  reparation. 


No.  12386.  North  Packing  and  Provision  Co.  et  al.,  at  various  points 
in  Maine  and  New  Hampshire,  vs.  N.  Y.  N  H.  &  H.,  Payne  et  al 
Unjust  and  unreasonable  rates  on  live  hogs  from  points  west 
of  Mississippi  River  to  New  England  destinations  by  reason  of 
failure  of  carriers  to  observe  provisions  of  a  Morris  tarift  applic- 
able to  combinations  of  proportionals  during  federal  control. 
Asks  reparation. 

No.  12387.     Republic  of  France  vs.  D.  L.  &  W.  and  Payne. 

Unjust,  unreasonable,  unduly  discriminatory  and  unduly  preju- 
dicial storage  charges  on  shipments  of  auto  trucks,  locomotive 
cranes,  boxed,  tractors,  trucks  and  machinery,  boxed,  at  New 
York.  Asks  reparation. 

No.  12387,   Sub.   No.   1.     Republic  of  France  vs.   Director  General,   as 

Unreasonable  ground  storage  charges  in  and  around  New  York 
harbor. 
No.  12388.    Republic  of  France  vs.  Erie  and  Payne. 

Unjust,  unreasonable,  unduly  discriminatory  and  unduly  preju- 
dicial storage  rates  on  hangar  parts  at  New  York.  Asks  repara- 

No.  12389.     Crown  Willamette  Paper  Co.,  San  Francisco,  vs.  N.  Y.  C., 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates 
on  machinery  from  points  in  the  states  of  New  York,  Massachu- 
setts, Connecticut,  Pennsylvania,  Ohio,  Wisconsin  and  New 
Hampshire  to  Camas,  Wash.,  and  West  Linn,  Ore.  Asks  just  and 
reasonable  rates  and  reparation. 

No.    12390.     California  Fruit  Growers'    Exchange  vs.    Grand  Trunk   of 
Canada,  Payne  et  al. 

Unjust  and  unreasonable  estimated  weights  on  shipments  01 
lemons  from  points  in  California  to  various  destinations.  Asks 
just  and  reasonable  weights  and  reparation. 

No.  12391.    Southern  Arizona  Traffic  Assn.  vs.  Arizona  Eastern,  Payne 

6t    3.1 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  hay  from  Hassayampa,  Phoenix  and  Ft.  Thomas 
to  Bisbee  and  Douglas,  Ariz.  Asks  just  and  reasonable  rates  and 
reparation. 

No.  12392.     Clarendon  Refining  Co.  et  al.,  Clarendon,  Pa.,  vs.  Atlantic 
Coast  Line  et  al. 

Unjust  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  fullers  earth  from  Ellenton,  Fla.,  to  Clarendon,  Pa. 
Asks  reparation  down  to  basis  of  subsequently  established  rate. 

No.  12393.     Lee  Pendergrass  Cotton  Co.   et  al.,  Helena,  Ark.,  vs.   Wo. 
Pac.,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  cotton  because  concentration 
privilege  was  not  applied  at  Helena,  Ark.,  on  •  shipments  from 
various  points  in  the  southwest.  Asks  reparation. 

No.   12394.     Ottumwa  Chamber  of  Commerce  et  al.,  Ottumwa,   la.,  vs. 
A.  T.  &  S.  F.,  Payne  et  al. 

Unjust,  unreasonable  and  unduly  prejudicial  rates  on  petroleum 
fuel  oil  from  the  mid-continent  field  to  Ottumwa,  la.,  and  Fair- 
field,  la.  Asks  just  and  reasonable  rates  and  reparation. 

No.   12395.     Chevrolet  Motor  Co.   of  California,   New  York,  vs.   Payne, 

Unjust  and  unreasonable  rates  on  automobile  jacks  from  Ash- 
land, O.,  and  Joliet,  111.,  to  Oakland,  Calif.  Asks  just  and  reason- 
able rates  and  reparation. 

No.   12396.     Chicago  Bridge  &  Iron  Works,   Greenville,   Pa.,   vs.   Erie. 
Payne  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  iron  and  steel  articles  in  and  out  of  Greenville, 
Pa.,  owing  to  rules  of  fabrication.  Asks  reasonable  rules  and 
reparation. 

No.    12397.      Chevrolet   Motor  Co.    of   Texas,    New   York,    vs.    Michigan. 
Central,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  wooden  floor  toe  and  running 
boards  from  Detroit,  Mich.,  to  Ft.  Worth,  Tex.     Asks  reparation. 
NO.  12398.     Armour  &  Co.  et  al.,  Chicago,  vs.  A.  T.  &  S.  F.  and  Payne 
et  al. 

Unjust,  unreasonable  rates  on  fresh  meat  and  packing  house 
products  from  Sioux  City,  South  Omaha  and  Kansas  City  to  Mus- 
kogee Tulsa  and  McAlester,  Okla..  and  Sherman,  North  Ft. 
Worth,  Waco.  Austin,  San  Antonio,  El  Paso  and  Corpus  Christ!, 
Tex.,  and  other  points  in  Texas  and  Oklahoma.  Ask  just  and 
reasonable  rates  and  reparation  of  $30,000. 

No.    12399.     Vigo   Mining   Co.    et   al.,    Terre   Haute,   Ind.,    vs.    P.    C.    C. 
&  St.  L.  et  al. 

Unjust,    unreasonable    and    unduly   preferential   rules   and    regu- 
lations affecting  mines  of  complainants  served  jointly  by  two  or 
more  carriers.    Asks  for  just  and  reasonable  rules. 
No.  12400.     Armour  &  Co.,  Chicago,  vs.  A.  G.  S.,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  unfermented  grape  juice  from, 
Mattawan,  Mich.,  and  Westfield,  N.  Y.,  to  points  in  Virginia.  West 
Virginia,  Kentucky  and  states  in  the  southern,  southeastern  and 
Carolina  territories.  Asks  just  and  reasonable  rates  and  repara- 
tion of  $15,000. 

No.  12401.    El  Paso  (Tex.)  Times  Co.  vs.  Northern  Pacific,  Payne  et  al. 

Unjust,    unreasonable,    unjustly    discriminatory    and    prejudiciaf 

rates    on    newsprint    paper    from    International    Falls.     Minn.,     to 

El  Paso,   Tex.     Asks  cease  and  desist  order,  just  and  reasonable 

rates  and  reparation. 

No.    12401,    Sub.    No.    1.      Record    News   Co.,    Wichita   Falls,    Tex.,    vs. 
Northern  Pacific,  Payne  et  al. 

Same  complaint  as  to  shipments  of  newsprint  paper  from  Inter- 
national Falls,  Minn.,  to  Wichita  Falls.  Tex.     Same  prayer. 
No.    12401,    Sub.    No.    2.      Herald    Publishing    Co.,    Denison,    Tex.,    vs. 
Northern  Pacific,  Payne  et  al. 

Same  complaint  as  to  shipments  of  newsprint  paper  from  Inter- 
national Falls,  Minn.,  to  Denison,  Tex.     Same  prayer. 
No.  12401,  Sub.  No.  3.     The  News  Co.,  Hutchinson,  Kan.,  vs.  Northern 
Pacific,  Payne  et  al. 

Same  complaint  as  to  shipments  of  newsprint  paper  from  Inter- 
national  Falls,   Minn.,   to  Hutchinson.   Kan.     Same  prayer. 
No.  12401,  Sub.   No.  4.     W.   E.   Decker,  Ft.   Smith,  Ark.,  vs.   Northern 
Pacific,  Payne  et  al. 

Same  complaint  as  to  shipments  of  newsprint  paper  from  Inter- 
national Falls  to  Ft.  Smith,  Ark.  Same  prayer. 

No.    12401,   Sub.    No.   5.     Adam   Breede,    Hastings,    Neb.,    vs.    Northern 
Pacific,  Payne  et  al. 

Same  complaint  as  to  shipments  of  newsprint  paper  from  Int.r- 
national  Falls  to  Hastings.  Nob.  Same  prayer. 

No.  12401,  Sub.   No.  6.     Miami  News  Publishing  Co.,  Miami,  Okla.,  vs. 
Northern  Pacific.  Payne  et  al. 

Same  complaint  as  to  shipments  of  newsprint  paper  from  Inter- 
national Falls  to  Miami.  Okla.  Same  prayer. 

No.  12401,  Sub.  No.  7.     Journal  Publishing  Co.  et  al.,  Salina,  Kan.,  vs. 
Northern  Pacific,  Payne  et  al. 

Same  complaint  as  to  shipments  of  newsprint  paper  from  Inter- 
national Falls  to  Salina,  Kan.  Same  prayer. 

No.  12401,  Sub.  No.  8.    Eagle  Printing  and  Publishing  Co.,  Enid,  Okla., 
vs.  Northern  Pacific,  Payne  et  al. 


March  19,  1921 


THE    TRAFFIC    WORLD 


633 


EVERY  STEP 

From  Start  to  Finish 

In  Both  Freight  Rate  and 
Classitication  Change 


Is  Now  Promptly  Told  of 


in 


Traffic  Bulletin 


The  Information  Regularly  Carried  in  This 
Publication  Includes  the  Following: 

1 — Released  Rate  Orders 

2 — Fourth  Section  Orders 

3 — Sixth  Section  Orders 

4 — Investigation  and  Suspension  Orders 

5 — Suspension  Orders  Vacated 

6 — New  Tariffs  and  Supplements  Filed  with  the  I.  C.  C. 

7— Tariffs  Rejected  by  the  I.  C.  C. 

8— Express  Tariffs  Filed  with  the  I.  C.  C. 

9 — Shipping  Board  Tariffs 
10 — Adoption  Notices 
11 — Central  Freight  Association  Docket 
12 — Central  Freight  Association  Hearings 
13— C.  F.  A.  Coal,  Coke  and  Iron  Ore  Docket 
14 — New  England  Freight  Association  Docket 
15 — New  England  Freight  Association  Hearings 
16 — Southern  Rate  Committee  Docket 
17 — Southwestern  Freight  Bureau  Docket 
18 — Southwestern  Freight  Bureau  Hearings 
19 — Texas  Freight  Bureau  Docket 
20 — Trunk  Line  Association  Docket 
21 — Trunk  Line  Association  Hearings 
22— Trunk  Line  Coal  and  Coke  Docket 
23 — Trunk  Line  Coal  and  Coke  Hearings 
24 — Perishable  Freight  Committee  Docket 
25 — Western  Trunk  Line  Docket 
26— Western  Trunk  Line  Hearings 
27 — Transcontinental  Freight  Bureau  Docket 
28 — Southern  Ports  Foreign  Freight  Docket 
29 — Consolidated  Classification  Docket 
30 — Embargo  Notices,  Modifications  and  Cancellations 
31 — Steamship  Sailings 

Sample*  and  full  information  free  on  reqaett 

The  Traffic  Service  Corporation 

Publishers  THE  TRAFFIC  WORLD 

418  South  Market  St.,  Chicago 


UNDER 
AMERICAN  FLAO 


PASSENGERS 
AND  FREIGHT 


San  Francisco -Baltimore  Servio» 

(Freight  Only     Via  Panama  Canal) 

From  San  Francisco  and  Los  Angeles  Harbor  to  San  Jo»e  de 

Guatemala,  La  Libertad,  Corinto,  Balboa,  Cristobal,  Cuban 

and  Porto  Rican   Ports   (Eastbound   only),  Savannah, 

Norfolk  and  Baltimore. 

S.S.  "POINT  JUDITH"  sail.  March  8th 
S.S.  "POINT  BONITA"  sail*  April  4th 

From  [Baltimore  to  Cristobal,  Balboa,  Corinto,  La  Libertad, 
San  Jose  de  Guatemala,  Los  Angeles  Harbor  and  San  Francisco 
S.~Sr"POINT  BONITA"  "sails  March  5th  " 
S.  S.  "GRANITE  STATE"  sails  March  15th 
S.  S.  "POINT  ADAMS"  sails  March  19th 

Trans-Pacific  Service 

"The  Sun  thine  Belt  to  the  Orient" 

(Passengers  and  Freight) 
Sailings  from  San  Francisco  by  new  and  luxurious  ships 

S.S.  "GOLDEN  STATE"  sails  March  19th 
S.S.  "ECUADOR"  S.S.  "VENEZUELA" 

S.S.  "COLOMBIA"  S.S.  "EMPIRE  STATE" 

And  Fortnightly  Sailings  by  EIGHT  Freight  Steamer* 
Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila  and  Honajhanf 

Manila-East  India  Service 

(Passenger*  and  Freight) 

Sailings  from  San  Francisco  by  luxurious  new  American  Steamers 

S.  S.  "CREOLE  STATE"  S.  S.  "WOLVERINE  STATE" 

S.  S.  "GRANITE  STATE" 

And  Monthly  Sailings  by  TWO  Freight  Steamer* 

Direct  to  Honolulu,  Manila,  Saigon,  Singapore,  Honduras, 

Colombo  and  Calcutta 

Round-the-World  Service 

(Freight  Only) 

'EASTERN  IMPORTER"    S.  S.  "WEST  SEQUANA" 
S.  S.  "WEST  KASSON" 

Regular  Monthly  Sailings 

San  Francisco,  Honolulu,  Yokohama,  Kobe,   Dairen,   Tientsin, 

Shanghai,  Manila,  Saigon,  Singapore,  Calcutta,  Colombo, 

Bombay,  Alexandria,  Bizerta,  Marseilles,  Barcelona, 

thence  Baltimore,  Norfolk,  Cristobal,  Los  Angeles 

Harbor  and  San  Francisco  via  Panama  Canal 

Panama  Service 

(Pauenger*  and  Freight) 
Sailing*  from  San  Francisco  every  IB  day*  by 

'SAN  JOSE"    S.S.  "CUBA"    S.S.  "CITY  OF  PARA" 
S.S.  "SAN  JUAN"         S.S.  "NEWPORT" 
To  Mexico,  Central  America  and  Canal  Zone 


S.S. 


S.S. 


Through  Bills  of  Lading  Issued  to  and  from  all  points 
beyond  ports 

The  Pacific  Mail  is  world  renowned  for  excellence  of  it* 
service  and  cuisine 

Consult  Our  Office* 

Pacific  Mail  Steamship  Co. 

10  Hanover  Square,  508  California  St. ,  400  Exchange  Place 
Cm.  P«M.  Office,  621  Market  St. 

NEW  YORK  SAN  FRANCISCO  BALTIMORE 

Managing  Agent*  U.  S.  Shipping  Board 
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Same  complaint  as  to  shipments  of  newsprint  paper  from  Inter- 
national Falls  to  Enid,  Okla.     Same  prayer.  . 
No.   12402.     Hanford  Produce  Co.,   Sioux  City,   la.,   vs.   American   Ry. 
Express  and  Payne. 

Unjust  and  unreasonable   rates  on   cream   from   points   in  Mm 
iii-soi":!.  and  South  Dakota  to  Sioux  City  because  in  excess  of  the 
aggregate  of  the  intermediates  to  Sioux  City.     Asks  reparation. 
No.  12403.     Grasselli  Chemical  Co.,  Cleveland,  O.,  vs.  C.  &  O.,  Payne 

Unjust   and   unreasonable   rates   on   pyrites   ore    from   Arminius 


No.     —  .  —  .  .      ----------- 

agent,  Atlantic  Coast  Line  et  al. 

Unjust  and   unreasonable   rates  on  ground  dry  phosphate   rock 

from  Lambs,   S.   C.,   to   West   Orange,    N.   J.     Asks   rate   of   $6.50 

per  ton  and  reparation. 
No.  12405.    Havana  Metal  Wheel  Co.,  Havana,  111.,  vs.  Chicago,  Peoria 

&  St.  Louis,  Payne  et  al. 
Unjust  and  unreasonable  switching  charges  at  Havana,  111.    Asks 

for  reasonable  charges  and  reparation. 
No.  12406.    Oakland  (Calif.)  Chamber  of  Commerce  et  al.  vs.  Southern 


No. 


No 


No. 


No. 


No. 


No. 


No. 


No, 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No 


Against  a  rate  of  4c  per  100  Ibs.  on  shipments  of  freight  between 
Oakland  piers  to  Berkeley,  Calif.,  when  shipments  are  destined 
beyond  by  water.  Asks  for  reasonable  rate. 

12407.  Loogootee   Fire   Clay   Products   Co.,    Loogootee,    Ind.,    vs. 

B.  &  O.  and  Payne. 

Unjust  and  unreasonable  rates  on  soft  coal  from  Cannelburg 
and  Montgomery,  Ind.,  to  Loogootee,  Ind.  Asks  reasonable  rates 
and  reparation. 

12408.  Fred  Kixmiller  et  al.,   Vincennes,   Ind.,   vs.   B.   &   O.   and 

Unjust  and  unreasonable  rate  on  soft  coal  from  Wheatland  to 
Vincennes,  Ind.  Asks  reparation. 

12409.  H.  W.  Garrow  &  Co.   et  al.,   Houston,  Tex.,  vs.   G.   H.  & 
S.  A.,  Payne  et  al. 

Against  a  rate  of  70%c  on  cotton  from  Houston  to  New  York, 
shipped  in  August,  September  and  October,  1918,  because  it  ex- 
ceeded 55%c.  Asks  reparation. 

12410.  Fageol  Motors  Co.,   Oakland,   Calif.,   vs.   C.   M.   &   St.   P., 

Unjust  and  unreasonable  rates  on  steel  channels  from  Mil- 
waukee to  Oakland.  Asks  reasonable  rates  and  reparation. 

12410.  Sub.    No.   1.     Moreland  Motor  Truck  Co.,   Los  Angeles,   vs. 

C.  M.  &  St.  P.,  Payne  et  al. 

Unjust,  unreasonable,  unlawful,  prejudicial  and  unduly  discrim- 
inatory rates  on  steel  channels  from  Milwaukee  to  Los  Angeles 
because  they  were  assessed  on  classification  of  shipments  as  auto- 
mobile parts.  Asks  cease  and  desist  order,  just  and  reasonable 
rates  and  reparation. 

12411.  Earl   P.   Cooper,   Los  Angeles,   Calif.,   vs.   C.   R.   I.   &   P., 
Payne  et  al. 

Unjust  and  unreasonable  rates  on  airplanes  from  Memphis  to 
Los  Angeles.  Asks  reasonable  rates  and  reparation. 

12412.  Texas  Steel  Co.,  Beaumont,  Tex.,  vs.  C.  R.  I.  &  P.,  Payne 
et  al. 

Unjust  and  unreasonable  rates  on  coke  from  Howe-Potter, 
Okla.,  to  Rusk,  Tex.,  shipped  in  1919.  Asks  reparation. 

12413.  Waggoner  &  Gates  Milling  Co.,  Independence,  Mo.,  vs.  Mo. 
Pac.,  Payne  et  al. 

Against  a  rate  of  34V£c  on  grain  products  from  Independence  to 
Nashville,  Tenn.  ,as  unjust,  unreasonable  and  discriminatory  In 
comparison  with  a  rate  of  33c  from  Kansas  City  and  34c  from 
Omaha  to  Nashville.  Asks  reasonable  and  non-discriminatory 
rates  and  reparation. 

12414.  Vickers  Petroleum  Co.,   Inc.,   Wichita,   Kan.,  vs.   A.   T.   & 
S.  F.  et  al. 

Unjust,  unreasonable,   unjustly  discriminatory  and  unduly  pref- 
erential rates  on  petroleum  refined  oil  and  petroleum  gas  oil  from 
points  in  Oklahoma  to  points  in  Kansas.     Asks  cease  and  desist 
order,  just  and  reasonable  rates  and  reparation. 
12414,  Sub.  No.  1.    Same  vs.  A.  T.  &  S.  F.,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  petroleum,  refined  oil,  crude, 
fuel  and  gas  oil  from  points  in  Oklahoma  to  points  in  Kansas. 
Asks  reparation. 

12415.  Dave    Leviate,    doing    business    under   the    name    of   the 
Natchez   Junk   Co.,    Natchez,    Miss.,   vs.    Texas   &   Pacific,    Payne 
et  al. 

Unjust  and  unreasonable  rates  on  scrap  iron  from  points  in 
Louisiana  to  Natchez,  Miss.  Asks  reparation. 

12416.  Robert  E.  Leahy,  doing  business  under  name  of  Robert  E.' 
Leahy  Co.,  Calipatria,  Calif.,  vs.  Sou.  Pac.  and  Payne. 

Unjust,  unreasonable,  inequitable  and  discriminatory  charges  for 
alleged  detention  of  cars  of  fruit  moving  from  points  in  California 
to  various  interstate  destinations.  Asks  cease  and  desist  order, 
just  and  reasonable  detention  charges  and  reparation. 

12417.  Empire  Refineries,  Inc.,   Tulsa,   Okla.,   vs.  A.   T.  &   S.  F., 
Payne  et  al. 

Unjust  and  unreasonable  rates  on  gasoline  from  Ponca  City, 
Okla.,  to  various  destinations  in  Pennsylvania.  Asks  reparation. 

12418.  Walters  Company,  Clearmont,  Wyo.,  vs.   Director  General 
Payne. 

Unjust,  unreasonable,  unduly  discriminatory  and  preferential 
rates  on  horses  from  Clearmont,  Wyo.,  to  Broken  Bow,  Neb.,  and 
from  Broken  Bow  to  Clearmont.  Asks  reparation 

12419.  National   Rolling  Mill   Co.,    Vincennes,    Ind.,    vs.    B.    &   O 
Payne  et  al. 

Excessive;  unjust  and  unreasonable  rates  on  bar  iron  from  Vin- 
cennes, Ind.,  to  points  in  Illinois,  Wisconsin,  Indiana  and  Mis- 
souri. Asks  reparation. 

12420.  Carnegie    Steel   Co.,    Youngstown,    O.,    vs.    Pennsylvania 
Payne  et  al. 

Alleges  exaction  of  so-called  spotting  or  delivery  charges  at 
Youngstown  on  shipments  of  iron  ore  from  lower  Lake  Erie  ports 
was  unreasonable  and  unlawful.  Asks  finding  that  charges  were 
and  for  the  future  will  be  unreasonable  and  reparation 
12421.  West  Coast  Grocery  Co.  et  al.,  Tacoma,  Wash.,  vs  Oregon- 
Washington  R.  R.  &  Nav.  Co.,  Payne  et  al. 

Unjust,  unreasonable  and  unjustly  discriminatory  switching 
charges  on  dried  fruits  from  points  in  California  to  Tacoma  Asks 
reparation. 

12422.  Lookout   Oil    and   Refining   Co.,    Chattanooga,    Tenn.     vs 
Alabama  &  Vicksburg,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  solidified  cottonseed  oil  from 
Chattanooga   to    points    in    Illinois    and   Texas.      Asks    cease    and 
st  order,  just  and  reasonable  rates  and  reparation 

12423.  Armour  &  Co.  et  al.  vs.  A.  O.  L.,  Payne  et  al 

:  and  unreasonable  rates  on  fresh  meat  and  dressed  poul- 
Ths  ,    vieXv°rt-Hrro?    complainants'    packing    plants    to    Havana. 


s  ,    viv-Hr  avana. 

a.  via  Key  West.  Fla.     Asks  cease  and  desist  order,  just  and 
reasonable  rates  and  reparation. 


No.    12424.      Love-Warren-Monroe    Co.,    Tacoma,    Wash.,    vs.    C.    M.    & 
St.  P.,  Payne  et  al. 

Unjust,  unreasonable,  unlawful  and  discriminatory  rates  on 
table  oil  cloth  from  Rock  Island,  111.,  Peekskill,  N.  Y.,  to  Tacoma, 
"Wash.  Asks  cease  and  desist  order,  same  C.  L.  rates  that  apply 
on  oil  cloth,  and  reparation. 

No.   12432.     American  National  Live  Stock  Assn.   et  al.  vs.   Santa  Fe 
et  al. 

Asks  Commission  to  establish  an  emergency  rate  on  range  or 
stocker  cattle  from  points  in  southwest  to  points  in  the  north- 
west where  cattle  are  shipped,  beginning  in  April,  for  feeding 
purposes. 

No.  12425.    Fort  Wayne  Rolling  Mill  Corp.,  Fort  Wayne,  Ind.,  vs.  C.  M. 
&  St.  P.,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  bar  iron  from  Ft.  Wayne, 
Ind.,  to  Sheboygan,  Wis.  ,Asks  cease  and  desist  order,  rate  of 
26M>c  per  100  Ibs.,  and  reparation. 

No.  12426.    Acme  Fruit  Co.  et  al.,  Calgary,  Alberta,  vs.  Canadian  Pa-  . 
cine,  Payne  et  al. 

Unjust   and   unreasonable   rates   on   141   C.   L.   of   bananas  from 
New  Orleans,  La.,  and  Mobile,  Ala.,  routed  via  Minnesota  Trans- 
fer, Minn.,  to  destinations  in  western  provinces  of  Canada.     Asks 
reparation. 
No.   12427.     The  Fort  Wayne  Rolling  Mill  Corp.,  Ft.  Wayne,  Ind.,  vs. 

A.  T.  &  S.  F.,  Payne  et  al. 

Unjust   and    unreasonable   rates   on    bar   iron    from    Ft.    Wayne, 
Ind.,  to  points  in  Illinois,   Wisconsin  and  Missouri.     Asks   repara- 
tion. 
No.  12428.    Willamette  Iron  and  Steel  Works  et  al.,  Portland,  Ore.,  vs. 

B.  &  O.,  Payne  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  prejudicial 
rates  on  iron  or  steel  plates  from  points  of  origin  in  Delaware  and 
Pennsylvania  to  Portland,  Ore.  Asks  reparation. 

No.  12429.     Pacific  Guano  and  Fertilizer  Co.,  San  Francisco,  vs.  Sou. 
Pac.,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  animal  manure  from  Love- 
lock, Nev.,  to  various  points  in  California.  Asks  cease  and  desist 
order,  just  and  reasonable  rates  and  reparation. 

No.    12430.     The   M.   B.   Farrin   Lumber   Co.,   Inc.,   Cincinnati,    O.,   vs. 
Mo.  Pac.,  Payne  et  al. 

Illegal  demurrage  charges  on  C.  L.  of  lumber  at  Chicago.  Asks 
cease  and  desist  order,  just  and  reasonable  charges  and  repara- 
tion. 

No.  12254,  Sub.  No.  1.    Republic  of  France  vs.  Director  General  Payne. 
Unjust,   unreasonable,   unduly  discriminatory  and  unduly  preju- 
dicial storage  charges  on  wire  rods  at  Greenville  Piers,  N.  J.    Asks 
reparation. 

No.   12412,   Sub.    No.   1.     Texas   Steel  Co.,   Beaumont,   Tex.,  vs.   C.   R. 
I.  &  P.,  Payne  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  coke  from  Howe-Potter,  Okla.,  to  Rusk,  Tex.  Asks 
cease  and  desist  order,  just  and  reasonable  rates  and  reparation. 

No.   12431.     The   Grasselli   Chemical  Co.,   Cleveland,   O.,   vs.   B.   &   O., 
Payne  et  al. 

Unjust  and  unreasonable  rates  on  low  grade  zinc  ore  from  Ok- 
lahoma points  to  Lockland,  O.,  and  diverted  to  Cleveland.  O. 
Asks  for  joint  through  rate  of  $3  per  gross  ton  for  shipments  of 
low  grade  zinc  ore  from  East  St.  Louis  to  Cleveland,  and  repara- 
tion. 

No.   12433.     Pacific  Creamery  Co.,  Glendale,  Ariz.,  vs.  A.   T.   &  S.  F., 
Payne  et  al. 

Unjust  and  unreasonable  rates  on  canned  condensed  milk  from 
Glendale.  Ariz.,  to  various  points  in  Texas.  Asks  cease  and  desist 
order,  just  and  reasonable  rates  and  reparation. 

No.  12434.     Procter  &  Gamble  Co.,  Cincinnati,  O.,  vs.  B.  &  O.,  Payne 
et  al. 

Unjust  and  unreasonable  rates  on  imported  iron  ore  from  Balti- 
more, Md.,  to  Ivorydale,  O.  Asks  cease  and  desist  order,  just  and 
reasonable  rates  and  reparation. 

No.    12435.     Empire   Refineries   Co.,   Inc.,    et   al.,    Oklahoma   City,    vs. 

C.  R.  I.  &  P.,  Payne  et  al. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates 
on  kerosense  and  gasoline  from  Oklahoma  City  and  Ponca  City, 
Okla..  to  Beaver,  Okla.  Asks  reparation. 

No.   12436.     E.   I.  Du  Pont  de   Nemours  &   Co.,  AVilmington,   Del.,   v«. 
Pennsylvania,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  benzol  from  Clairton,  Pa.,  to 
Gibbstown,  N.  J.  Asks  cease  and  desist  order,  just  and  reasonable 
rates  and  reparation. 

No.  12437.     The  Parkersburg  (W.  Va.)  Rig  and  Reel  Co.   vs.  A.   T.  & 
S.  F.,   Payne  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  wooden  tank  staves  and  heading,  together  with 
necessary  iron  and  steel  fixtures,  from  Tulsa.  Okla.,  to  points 
In  Kansas.  Asks  cease  and  desist  order.  Just  and  reasonable 
rates  and  reparation. 
No.  12438.  Republic  of  France  vs.  Lehigh  Valley  and  Payne. 

Unjust    and    unreasonable    storage    charges    on    wire    at    Jersey 
City,  N.  J.    Asks  reparation. 
No.  12438,  Sub.  No.  1.    Same  vs.  Same. 

Same  complaint  as  to  various  commodities  stored  at  Baltimore, 
Philadelphia  and  Boston.     Same  prayer. 
No.  12439.     Republic  of  France  vs.  B.  &  O.  and  Payne. 

Unjust  and  unreasonable  storage  charges  on  various  commodi- 
ties at  Baltimore,  Philadelphia  and  Boston.     Asks  reparation. 
No.  12440.     Republic  of  France  vs.  New  York,  Ontario  &  Western  and- 
Payne. 

Same  complaint  and  prayer  as  in  No.  12439. 
No.  12440,  Sub.  No.  1.     Same  vs.  West  Shore.  Payne  et  al. 

Same  prayer  and  complaint  as  in  No.  12440. 
No.  12440,  Sub.  No.  2.     Same  vs.  Payne,  as  agent. 

Same  complaint  and  prayer  as  to  wire. 
No.  12441.     Republic  of  France  vs.  Erie  R.  R.  et  al. 

Unreasonable  ground  storage  charges  in  and  around  New  York 
harbor. 

No.   12441,  Sub.   No.   1.     Republic  of  France  vs.   Director  General,   as 
agent. 

Unreasonable  ground  storage  charges  in  and  around  New  York 
harbor. 
No.  12442.     Republic  of  France  vs.  D.  L.  &  W.  et  al. 

Unreasonable  ground  storage  charges  in  and  around  New  York 
harbor. 
No.  12442,  Sub.   No.  1.     Republic  of  France  vs.  D.  L.  &  W.  R.  R. 

Unreasonable  ground  storage  charges  in  and  around  New  York 
harbor. 
No.  12443.    Republic  of  France  vs.  Pennsylavina  R.  R.  Co.  et  al. 

Unreasonable  ground  storage  charges  in  and  around  New  York 
harbor. 

No.   12443,   Sub.   No.   1.     Republic  of  France  vs.   Director  General,   as 
agent. 

Unreasonable  ground  storage  charges  in  and  around  New  York 
harbor. 
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How  Cadillac  Motor  Car  Company 
Controls  Shipping  Records 

THE  Cadillac  Bill  of  Lading  is  an  exam- 
ple of  Standard  economy.  Four  copies 
are  written  at  one  time — one  for  the  customer, 
one  for  the  railroad,  one  for  the  shipping  clerk 
and  one  for  the  main  office.  A  complete,  accurate 
record  for  every  department  at  one  operation — 
saving  time — eliminating  all  possibility  of  error. 

The  Studebaker  Receiving  Report  is  another  example  of 
Standard  economy.  The  original  goes  to  the  purchasing 
agent,  the  duplicate  is  retained  by  the  receiving  depart- 
ment, the  triplicate  is  forwarded  to  the  stores  accounting 
department,  and  a  fourth  copy  is  used  for  checking  and 
filing. 

In  every  business — big  or  little — factory  or  salesroom — 
there  are  opportunities  to  save  hundreds  of  dollars  and 
eliminate  errors  through  the  use  of  Standard  Manifolding 
Systems.  Definite,  worth-while  economies  have  been 
effected  by  thousands  of  the  most  prominent  firms  in 
America.  Wherever  padded  forms  are  used  or  wherever 
one  or  more  carbon  copies  are  necessary,  a  Standard  Sys- 
tem will  make  it  possible  to  do  the  work  in  less  time,  with 
less  expense  and  with  greater  accuracy. 

Sheets  Can  Not  Slip 

The  one  thing  that  has  made  these  economies  possible  is  the  Standard 
Manifolding  Register.  This  machine  has  exclusive  features  that  have 
revolutionized  the  use  of  manifolding  devices.  No  matter  how  many 
carbon  copies  of  forms  you  may  need — whether  they  are  printed  on  the 
t-Mne  or  different  colors  of  paper — regardless  of  how  complicated  the 
forms  may  be,  all  will  be  exact  copies,  perfect  in  alignment.  You 
may  use  two  copies  or  six.  In  either  case  the  machine  operates  with- 
out binding.  The  carbon  paper  will  not  crumple  or  tear,  and  no  time 
will  be  wasted  in  repairs  or  adjustments. 

Our  Service   Is  Free 

If  you  are  interested  in  better  methods — methods  that  will  save  expense, 
reduce  overhead,  give  you  better  control  of  different  departments  and 
eliminate  errors — our  Service  Department  will  be  glad  to  provide  you 
with  samples  of  forms  and  suggestions  that  will  aid  in  accomplishing 
the  results  you  desire.  Just  check  the  coupon  for  samples  of  forms. 

The  Standard  Register  Co. 

60  Albany  St.,  Dayton,  Ohio 
Manufacturers  of  Roll  Printing  and 


Standard  Registers  have 
opened  alnew  field  for 
economy'jn  business. 


Manifolding  Systems 


CHECK— PIN    TO    LETTERHEAD 

The  Standard  Register  Co..  60  Albany  St..  Dayton,  Ohio. 
Without  oblintlon  on  mr  put.  send  me  booklet  dnorlbinf  the  Huml.rrf 
MuiiMdlni   Bedster    and    ..mplei    of    fnrnu    ihowtaf    the    urn!    mofeni 
method!  used  In  handling  the  Items  checked  below: 
Q  Bills  of  Lsdin«  Q  Purchase  Requisitions      Q  Cash  Sain 

D  EXMOM  Receipts  Q  Dellnrr  Records  Q  Chart*  Sain 

d  Invoices  Q  Stock  Records  Q  Piece  Work  Records 

Q  Shop  Orders  Q  Recelrtnf  Records  Q  DrrirtmemsJ  Orders 

Name 
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12444.     Republic  of  France  vs.  Director  General,  as  ag ent. 

Unreasonable  ground  storage  charges  in  and  around  New  YorK 
harbor. 
12444,  Sub.  No.  1.    Republic  of  France  vs.  West  Shore  etal. 

Unreasonable  ground  storage  charges  in  and  around  New  York 
harbor. 

12444.  Sub.  No.  2.     Republic  of  France  vs.  New  York  Central  et  al. 
Unreasonable  ground  storage  charges  in  and  around  New  1 

harbor. 

12445.  Republic  of  France  vs.  West  Shore  R.  R.  Co.  et  al 
Unreasonable  ground  storage  charges  in  and  around  New  York 

harbor. 

12446.  Republic  of  France  vs.  Director  General,  as  agent. 
Unreasonable  ground  storage  charges  in  and  around  New  Torts 

harbor. 

12447.  Republic  of  France  vs.  Pennsylvania  R.  R.  et  al. 
Unreasonable  ground  storage  charges  in  and  around  New  Yor 

harbor. 

12448.  Republic  of  France  vs.  Philadelphia  &  Reading  et  al. 
Unreasonable  ground  storage  charges  in  and  around  New  York 

harbor. 

12449.  Republic  of  France  vs.  Director  General,  as  agent. 
Unreasonable  ground  storage  charges  in  and  around  New  York 

fiarbor. 

12450.  Republic  of  France  vs.  Director  General,  as  agent. 
Unreasonable  ground  storage  charges  in  and  around  New  York 

harbor. 

12451.  Republic  of  France  vs.  Director  General,  as  agent. 
Unreasonable  ground  storage  charges  in  and  around  New  York 

1248Z.r'  Republic  of  France  vs.  Director  General,  as  agent. 
Unreasonable  ground  storage  charges  in  and  around  New  York 

12453.     Republic  of  France  vs.  Lehigh  Valley  et  al. 
Unreasonable  ground  storage  charges  in  and  around  New   lork 

12453,  Sub.  No.  1.     Republic  of  France  vs.  Lehigh  Valley  et  al. 
Unreasonable  ground  storage  charges  in  and  around  New  York 

12453,  Sub.  No.  2.     Republic  of  France  vs.  Lehigh  Valley  et  al. 
Unreasonable  ground  storage  charges  in  and  around  New  York 

12454.  Cannelton  Sewer  Pipe  Co.,   Cannelton,   Ind.,   vs.   Southern 
and  Payne. 

Unjust  and  unreasonable  rates  on  bituminous  coal  from  mines 
in  Indiana  on  the  Southern  to  Cannelton,  Ind.  Asks  just  and 
reasonable  rates  and  reparation. 

12454,  Sub.  No.  1.     Huntingburg  Pressed  Brick  Co.,  Huntmgburg, 
Ind.,  vs.  Southern  and  Payne. 

Same  complaint  as  to  rates  to  Huntingburg,  Ind.     Same  prayer. 
12454,  Sub.   No.  2.     U.  S.  Hame  Co.,  Tell  City,  Ind.,  vs.   Southern 
and  Payne. 
Same  complaint  as  to  rates  to  Tell  City,  Ind.     Same  prayer. 

12455.  Homer    Furnace    Co.,    Coldwater,    Mich.,    vs.    New    York 
Central,  Payne  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential and  prejudicial  rates  on  pig  iron  from  Detroit  and  Toledo  to 
Coldwater,  Mich.  Asks  just,  reasonable  and  non-discriminatory 
rates  and  reparation. 

12456.  The  Grasselli  Chemical  Co.,  Cleveland,  O.,  vs.  Chicago  & 
Eastern  Illinois  and  Payne. 

Unjust  and  unreasonable  rates  on  soft  coal  from  Clinton  to 
Terre  Haute,  Ind.  Asks  reparation. 

CHANGES   IN    DOCKET 

Docket  11895,  E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Director- 
General,  was  set  for  hearing  in  New  York,  March  16. 

Hearing  in  12142,  John  Buckland,  trading  as  National  Slag 
Co.  vs.  Director-General,  assigned  for  March  14,  at  Philadelphia, 
before  Examiner  Kephart,  was  postponed  to  a  date  to  be  here- 
after fixed. 

I.  and  S.  1301,  and  first  and  second  supplemental  orders, 
live  stock  loading  and  unloading  charges  (3),  was  set  for  hearing 
in  Washington,  D.  C.,  before  Examiners  Barclay  and  Brown, 
March  18. 

Hearing  in  12057,  Corn  Belt  Packing  Company  et  al.  vs.  Ann 
Arbor  et  al.,  assigned  for  March  19  at  Des  Moines  before  Exam- 
iner Gaddess,  was  cancelled. 

EXPRESS  CAR  DETENTION  CHARGE 

The  Traffic  World  Washington  Bureau 

As  a  result  of  conferences  between  officials  representing  the 
American  Railway  Express  Company  and  the  secretaries  of  the 
Joint  Council  of  the  International  Apple  Shippers'  Association, 
Western  Fruit  Jobbers'  Association  of  America,  and  the  National 
League  of  Commission  Merchants  of  the  United  States,  an  agree- 
ment has  been  reached  in  respect  to  a  rule  under  which  the 
express  company  will  charge  $25  a  day  for  detention  of  an  ex- 
press car  beyond  the  free  time  of  forty-eight  hours.  The  rule 
was  discussed  by  R.  G.  Phillips  for  the  apple  shippers,  W.  D. 
Tidwell  for  the  fruit  jobbers  and  R.  S.  French  for  the  commis- 
sion merchants.  As  agreed  on  it  will  read  as  follows: 

Rule  16  (r) — Detention  of  Cars. — Cars  containing  C.  L.  shipments 
moving  under  rates  which  do  not  include  delivery  service  and  which 
rre  held  for  or  by  consignee  for  unloading,  reconsignment,  diversion, 
or  any  other  purpose,  will  be  subject  to  the  following  charges  per 
car  per  day,  or  fraction  of  a  day,  after  expiration  of  48  hours  from  the 
time  car  is  available  for  unloading  until  car  is  released:  For  each 
of  the  first  two  days,  $10;  for  each  succeeding  day,  $15. 

This  amended  rule  is  to  displace  one  filed  by  the  express 
company  to  become  effective  February  4,  but  suspended  on  ob- 
jection from  the  fruit  men  to  June  4,  1921.  The  Commission 
suggested,  at  the  time  it  issued  its  order  of  suspension,  that  the 
express  company  and  the  shippers  should  get  together  on  the 
subject  with  a  view  to  working  out  exceptions  to  apply  on  ac- 
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count  of  holidays,  weather  conditions,  and  bunching,  absence 
of  which  had  caused  the  objection.  In  announcing  the  agree- 
ment, the  three  secretaries  advised  the  members  of  their  asso- 
ciations as  follows: 

"Satisfactory  exceptions  for  holidays,  weather  conditions 
and  bunching  are  provided  for  under  appropriate  rules. 

"Free  time  will  be  computed  from  the  first  7  a.  m.  after 
placement  of  car  on  delivery  tracks.  This  liberalizes  the  former 
rule  which  provided  that  free  time  should  be  computed  im- 
mediately following  placement  of  car. 

"This  agreement  was  reached  with  the  full  approval  of  our 
respective  officers  and  boards,  and  only  after  due  consideration 
of  all  the  facts  surrounding  the  traffic,  important  among  them 
being  the  limited  number  of  express  refrigerator  cars  in  service 
and  the  necessity  for  getting  these  cars  back  promptly  to  the 
territory  needed  for  the  protection  of  the  growers  and  all  con- 
cerned." 

CENTRAL  OF  GA.  BONDS 

Authority  has  been  granted  by  the  Commission  to  the  Cen- 
tral of  Georgia  on  a  supplemental  application  to  procure  authen- 
tication and  delivery  to  the  company  $506,000  of  its  refunding 
and  general  mortgage  6  per  cent  bonds  and  to  pledge  or  repledge 
them  from  time  to  time  as  security  in  whole  or  in  part  for  ad- 
vances on  the  amount  due  it  under  the  guaranty  under  section 
209  of  the  transportation  act,  or  for  loans  from  the  government 
or  for  notes.  The  company  does  not  intend  to  sell  the  bonds. 


N.  C.  &  St.   L.   BONDS 

The  Nashville,  Chattanooga  &  St.  Louis  has  applied  to  the 
Commission  for  authority  to  issue  and  either  sell  or  hypothecate 
$1,000,000  of  its  first  consolidated  5  per  cent  gold  coupon  bonds. 
The  proceeds  from  the  bonds  will  be  used  to  reimburse  the  com- 
pany's treasury  for  monies  paid  out  from  its  surplus  for  addi- 
tions and  betterments  and  in  order  to  provide  the  company 
with  sufficient  capital  to  meet  essential  expenditures  incident  to 
current  operations  and  obligations. 


HARTWELL  RY.  STOCK 

The  Hartwell  Railway  Company,  operating  in  Georgia,  has 
applied  to  the  Commission  for  authority  to  issue  $20,000  of  addi- 
tional capital  stock  to  be  delivered  to  the  Southern  Railway  in 
pursuance  of  an  agreement  under  which  the  Southern  surren- 
dered and  caused  to  be  cancelled  $20,000  of  the  applicant's  first 
mortgage  5  per  cent  .gold  bonds.  The  president  of  the  company 
is  Fairfax  Harrison,  president  of  the  Southern. 


RARITAN  RIVER  NOTES 

The   Raritan   River  Railroad   Company  of  New  Jersey  has 
been  authorized  by  the  Commission  to  issue  promissory  notes  i 
not  in  excess  of  $100,000,  payable  one  year  after  date,  with  inter- 
est at  6  per  cent,  for  the  purpose  of  obtaining  funds  with  which  i 
to  pay  current  expenses,  taxes  and  amounts  due  connecting  car- 1 
riers.    The  money  is  to  be  obtained  from  local  banks. 


S.  A.   L.  ABANDONS    LINE 

The  Seaboard  Air  Line  has  been  authorized  by  the  Com- 
mission to  abandon  a  branch  line  1.39  miles  in  length  in  Fernan- 
dina,  Fla.,  which  was  built  in  1886  to  furnish  passenger  service 
to  a  resort  near  that  place.  The  resort  has  been  abandoned. 


RELOCATION   OF  LINE 

The  Commission  has  dismissed  an  application  of  the  Phila-, 
delphia,  Newton  &  New  York  Railroad  Company  for  authority 
to  relocate  part  of  its  main  line  within  the  city  of  Philadelphia, 
Pa.,  on  the  ground  that  approval  of  the  Commission  is  not  re- 
quired under  the  transportation  act. 


PACIFIC   CAR    DEMURRAGE 

The  report  of  the  Pacific  Car  Demurrage  Bureau  for  De-1 
cember,  1920,  shows  12,304  cars  held  overtime,  or  a  percentage 
of  08.24,  as  against  9,985  cars,  or  a  percentage  of  05.33  for  the: 
same  month  in  1919. 


IND.   HARBOR   BELT  CERTIFICATES 

The  Commission,  in  Finance  Docket  No.  1180,  has  authorized 
the  Indiana  Harbor  Belt  to  obligate  itself  for  $354,000  worth  of 
equipment  trust  certificates. 


You  may  either  write  or  wire  our  Washington  office 
for  information  concerning  matters  in  any  department 
of  the  government  there,  if  you  are  a  subscriber  to 
THE  DAILY  TRAFFIC  WORLD. 
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Tariff  Information 


Blakely  Printing  Co. 

418  So.  Market  St. 

Chicago  Railway  Printing  Co. 

720  So.  Dearborn  St. 

Excelsior  Printing  Co. 

732  Federal  St. 

The  Faithorn  Company 

500  Sherman  St. 

Faulkner-Ryan  Company 

712  Federal  St. 

Gunthorp-Warren  Printing  Co.. 

132  So.  Clark  St. 

Hedstrom-Barry  Co. 

618  Sherman  St. 

Hillison  &  Etten  Co. 

638  Federal  St. 

F.  J.  Riley  Printing  Co. 

501  So.  La  Salle  St. 

Henry  O.  Shepard  Co. 

632  Sherman  St. 


HE  additional  Tariff 
facilities  that  you  will 
need  at  the  last  mo- 
ment are  in  Chicago. 

The  plants  below  have 
a  capacity  of  40,000 
pages  per  month. 

Get  in  touch  with  one 
or  more  of  them  now 
so  that  you  are  estab- 
lished as  a  regular 
buyer  in  the  largest 
tariff  market  in  the 
world. 
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Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

March  21 — St.  Louis,  Mo. — Examiner  Keeler: 

*  12432 — American  National  Live  Stock  Assn.  et  al.  vs.  A.  T.  &  S.  F. 

et  al. 
March  21 — Argument  at  Washington,  D.  C.: 

11399— Mitsui  &  Co.,  Ltd.,  et  al.  vs.  Great  Northern  et  al. 
11535— Atlantic  Refining  Co.  vs.  New  York  Central  et  al. 
11585 — Harper,  Marshall  &  Thompson  Co.,  Inc.,  vs.  Director  General. 
11592— W.  R.  Grace  &  Co.  vs.  Great  Northern  et  al. 
March  21 — Albany,  N.  Y. — Examiner  Kephart: 

11623 — In  the  matter  of  rates,  fares  and  charges  of  the  New  York 
Central  R.   R.   Co.   and  other  railroad   companies  in  the   state   of 
New  York.     (Reopened  for  further  hearing  as  to  Fonda,  Johnstown 
and  Gloversville  rates,  fares  and  charges.) 
March  21 — Chicago.   111. — Examiner  Mackley: 

12046 — Armour  &  Co.  vs.  Wabash  et  al.   (for  further  hearing;). 
March  21 — New  Orleans,  La. — Examiner  Woodrow: 
11892— United    States    War    Dept.,    Inland    Waterways,    Mississippi- 
Warrior  Service  vs.  Abilene  &  Southern  et  al. 

11893 — United    States    War    Dept.,    Inland    Waterways.    Mississippi- 
Warrior  Service  vs.  Abilene  &  Southern  et  al. 
March  21 — Los  Angeles,  Cal.— Examiner  Eddy: 

12079 — H.  P.  Jones  vs.  Director  General,  as  agent,  Sou.  Pac.  Co. 
March  21 — Chicago,  111. — Examiner  Quirk: 

11703— In  the  matter  of  intrastate  rates  within  the  State  of  Illinois. 
March  22 — Austin,  Tex.— Examiner  Healy: 

*  841 8r- Railroad  Commission  of  Louisiana  vs.  Arkansas  Harbor  Ter- 

minal Ry.  et  al. 
3918 — Railroad  Commission  of  Louisiana  vs.  St.  L.  S.  W    Ry    et  al 

*  8290 — Railroad  Commission  of  Louisiana  vs.   St.   L.   S.  F.  &  T.   Ry. 

*  I.  and  S.  710 — Eastern  Texas  class  rates. 

*  I.  and  S.  729 — Class  rates  to  Shreveport,  La. 
March  22— Chicago,  111.— Examiner  Mackley: 

11B47 — Armour  &  Co.  vs.  Central  of  Georgia  et  al. 

11S 47.JSut'    "i0'    1>— Armour   &   Co.   vs.   Mo.   Pac.    et   al.    (both    for 
further  hearing). 

March  22— Argument  at  Washington,  D.  C.: 

£,„    phlllp  Carey  Mfg.  Co.  et  al.  vs.  Alabama  &  Vicksburg  et  al 

11528— Abrasive  Co.  vs.  Grand  Trunk  of  Canada  and  Director  Gen- 
March  23— Argument  at  Washington,  D.  C.: 

''  Mason'  £?89~ISwitchinE  between  industries  and  connecting  lines  at 

11303— Farris' Hardwood   Lumber  Co.    et   al.   vs.    Nashville,   Chatta- 
nooga &  St.  Louis  and  Director  General. 
2— Farris  Hardwood  Lumber  Co.   et  al.   vs.   Tennessee  Central 


March  23—  Chicago,  111.—  Examiner  Mackley: 


. 
March   23—  Detroit.—  Examiner   Gaddess: 

Railroad  Co-  vs-  Pere  Marquette  et  al.  (for  further 


March  24  —  Topeka,  Kan.  —  Examiner  Disquc: 
"mInuS  htearin"<ra)t.ter  °f  Kansas  rates-   farea  and  charges   (supple- 

2£r£an  Francisco,  Cal.—  Examiner  Eddy: 

l'J.ornla  Western  R.  R.  &  Nav.  Co.  vs.  A.  T.  &  S.  F    et  al 
Calfornia6  matter  of  lntrastate  express  rates  within  the  state  oi 

Orleans,  La.—  Examiner  Woodrow: 

Gamble  Co-  vs-  Cincinnati,  New  Orleans  &  Texas 

&  Gamble  Co'  vs'  Cincinnati.  New  Orleans  &  Texas 

Ji£t2i?~7f  outhport  Mil1'  Ltd-  vs-  C.  &  N.  W.  et  al. 

(Sub.  No.  1)—  Terminal  Oil  Mill  Co.  vs.  C.  &  N    W    et  al 

rm'nal  °U  Mi"  C°-  VS'  Wa?WM  and 
Mi"'  Ltd"  VS-  TaZO°  &  Miss'  VaUey  and  Director 
M111'  Ltd-  vs-  "»nois  Central  et  al. 

Orleans    Texas  &  Mexico  et  &1 


Pacmcet  s 


uthport 


. 

Mlu-  Ltd-  vs- 

MS!,1: 


&  st- 

Central  et  al 


et 


March  26—  Washington,  D.  C.—  Examiner  Kephart- 
territorie^.  1;      ~t<3reen    salted    hides    to    southeastern    and    Carolina 

March  28—  Toledo,  O.—  Examiner  Gaddess- 

I.  and  S.  1300—  Absorption  of  switching  charges  at  Toledo   O 
M?«r£tl  28—  Argument  at  Washington,  D.  C.: 
1l3Qfi7^ah8°NJalleyr.M«e£Co».vs-  Western  Pacific  et  al. 

u  »„    £'  >~G-  H'  Goodhue  et  al.  vs.  Western  Pacific  et  al. 

March  28—  Chicago,  111.—  Examiner  Mackley: 

I.  and  S.  1306—  Rough  and  sawed  stone  from  Bedford,  Ind 
March  30—  Washington,  D.  C.—  Examiner  Agate- 

C     DCkt  122-  f  application  of  Missouri-Illi- 


. 

M?r.nA~iaiL£S,ke.Clty-  Utah-Examiner  Eddy: 

I  S.  1299—  Pig  iron  from  southeastern  points  to  Utah 
April  1—  Argument  at  Washington,  D.  C.: 

' 


April  2 — Argument  at  Washington,  D.  C. : 
I.  and  S.  1280 — Rail  and  water  rates  from  Atlantic  seaboard  territory 

to  Texas  points. 
I.  and  S.  1287 — Iron  poles,  pipes  and  connections  between  Mississippi 

River  crossings  and  Iowa  points. 
April  4 — Huntington,  W.  Va. — Examiner  Pattison: 

*  12180 — Tar  Heel  Manganese  Co.  vs.  Southern  Ry.  et  al. 
April  4 — Philadelphia,  Pa. — Examiner  Howell: 

*  12200  (and  12200,  Sub.  1) — Harleigh  Brookwood  Coal  Co.  vs.  Director 

General. 

*  12200  (Sub.  No.  2) — Thomas  Colliery  Co.  vs.  Director  General. 
12201 — Harleigh  Brookwood  Coal  Co.  vs.  Director  General. 

»  12202 — Harleigh  Brookwood  Coal  Co.  vs.  Director  General. 
April  4 — Washington,  D.  C. — Examiner  Carter: 

*  12030 — Federal  Valley  R.  R.  Co.  vs.  T.  &  O.  C.  et  al. 
April  5 — Philadelphia,  Pa. — Examiner  Howell: 

*  12185 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Director  General 

*  12185  (Sub.  No.  1) — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Ware  Shoals 

R.  R. 

*  12185  (Sub.  No.  2) — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Laurinburg 

&  Southern  R.  R.  et  al. 

*  12185  (Sub.   No.  3)— E.   I.   Du   Pont  de  Nemours   &  Co.   vs.   Georgia 

Southwestern  &  Gulf  R.  R.  et  al. 

*  12185  (Sub.  Nos.  4  to  13  inclusive) — E.  I.  Du  Pont  de  Nemours  &  Co. 

vs.  Director  General. 

*  12185  (Sub.  No.  14)— E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Aberdeen 

&  Rockfish  R.  R.  et  al. 

*  12185   (Sub.   Nos.   15,  16  and   17)— E.   I.   Du  Pont  de  Nemours  &  Co. 

vs.  Director  General. 
April  5 — Washington,  D.  C. — Examiner  Carter: 

*  12124 — W.  A.  Wimsatt  vs.  B.  &  O.  et  al. 
April   5— Philadelphia,   Pa.— Examiner  Howell: 

*  12150 — Cambria  Steel  Co.  et  al.  vs.  Pennsylvania  et  al. 
April  5 — Memphis,  Tenn. — Examiner  Gaddess: 

I  and  S.  1303  (first,  second  and  third  supplemental  orders) — Rates  to. 
from  and  between  points  south  of  the  Ohio  River,  including  the 
Mississippi  Valley. 

April  5 — Chicago,  111.— Director  Colston: 
"  Finance   Docket   1165 — Application   of   the   New   York   Central   R.    R. 

Co.  for  a  certificate  of  public  convenience  and  necessity: 
April  6 — Cincinnati,  Ohio — Examiner  Pattison: 

12168 — Hamilton  Foundry  and  Machine  Co.   vs.   Director  General 

12153— The  Charles  Boldt  Paper  Mills  Co.  vs.  Director  General 

12173 — Hilb  &  Bauer  vs.  Director  General. 

12263— The  Ault  &  Wiborg  Co.  vs.  L.  &  N.  et  al. 
April  6 — Philadelphia,  Pa. — Examiner  Howell: 

12266 — The  Barrett  Company  vs.  Pennsylvania  et  al. 

12162— The  Viscose  Company  vs.  Atlantic  City  R.  R.  et  al. 
April  6— Washington,  D.  C.— Examiner  Carter: 

*  12134 — The   Manufacturers'    Assn.    of  Connecticut,    Inc.,    vs.    Director 

General. 

April  6— Argument  at  Washington,  D.  C.: 
10614 — Grand  Rapids  Plaster  Co.  vs.  Ann  Arbor  et  al 

*  11990— In  the  matter  of  intrastate  rates  of  the  American  Ry.  Express 

Co.  between  points  in  the  state  of  Texas. 
April  7 — Kansas  City,  Mo. — Examiner  McGrath- 

I2203— Dewey  Portland  Cement  Co.  vs.  Director  General. 

*  12219— Lockwood  Mfg.  Co.  vs.  N.  Y.  N.  H.  &  H.  et  al 

12219  (Sub.  No.  1)— Lockwood  Mfg.  Co.  vs.  Director  General 
«  12152— The  H.  D.  Lee  Flour  Mills  Co.  et  al.  vs.  Director  General. 

April  7— Argument  at  Washington,  D.  C.: 

11756— Bangor  &  Aroostook  et  al.  vs.  Aberdeen  &  Rockflsh  et  al. 
10387— Empire  Steel  and  Iron  Co.  vs.  C.  R.  R.  of  N.  J.  et  al. 

April  7 — Monroe,  La. — Examiner  Archer: 

~  10737 — Monroe  Shingle  Co.  vs.  St.  L.  S.  W.  et  al. 

April  7 — Washington,  D.  C. — Examiner  Carter- 

~  12177 — British  United  Shoe  Machinery  Co.,  Ltd.,  vs.  P.  R.  R. 

April  8— Argument  at  Washington,  D.  C.: 

12092 — In  the  matter  of  rates,  fares  and  charges  of  the  Steubenville 
East  Liverpool  &  Beaver  Valley  Traction  Co.  within  the  states  of 
Ohio  and  Pennsylvania. 

April  8 — Shreveport,  La. — Examiner  Archer- 
12172— The  Lodwick  Lumber  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al 
12232 — Weaver  Bros.  Lumber  Co.  vs.  Director  General 

*  12208— Union  Refining  and  Pipe  Line  Co.,  Inc..  vs.  M.  K.  &  T.  Ry  of 

April  8— Washington,  D.  C.— Examiner  Carter: 

'-  12159 — Consolidated  Press  Assn.  vs.  Western  Union  Telegraph  Co. 

April  8 — Milwaukee,  Wis. — Examiner  McQuillan- 

I2249— Pflster  &  Vogel  Leather  Co.,  Milwaukee,  Wis.,  vs.  L.  V    et  al 

*  12217— Central  Wisconsin  Supply  Co.  vs.   M.   St.   P.   &  S.   S    M    Ry 

and  Director  General. 

*  12217   (Sub.    No.    1)— Central   Wisconsin   Supply   Co.   vs.    G     N     R    R 

and  Director  General. 

*  12275 — Central  Wisconsin  Supply  Co.  vs.  C.  M.  &  St.  P.  et  al. 
April  8 — Kansas  City,  Mo. — Examiner  McGrath- 

*  12257— Charles  F.  Arnold  et  al.,  doing  business  as  C.  F.  Arnold  &  Co 

vs.  T.  &  P.  Ry.  et  al. 

*  12230 — United  Iron  Works,  Inc..  vs.  A.  T.  &  S.  F.  et  al. 

*  Portions   of    fourth    section    applications    Nos.    542     A     G     S     R     R  • 

972,  A.   B.  &  A.   R.   R.;  2045.   I.  C.   R.   R. ;   1951,   K.   C.  S.  Ry.;'l952 

L'  £  £  R'  ,RVo  42»V8'  »4219  and  4220'  Mo-  Pac-  R-  R-  and  st-  L-  1-  M. 

&  |.   Ry.:   2138.   M.   &  O.    R.   R.;   458,   N.   C.   &  St.   L.   Ry.;   799,   St. 

L.-S.   F.   Ry.;   1573,    S.  A.   L   Ry.;   1548,   Sou.    Ry.,   and   applications 

filed  on  behalf  of  various  western  carriers. 
April  9— Argument  at  Washington,  D.  C.: 

!<12~~,The.  Atlas  Portland   Cement  Co.   vs.   Central   Vermont   et  al. 
11110   (Sub.   No.   1)— The  Atlas   Portland   Cement  Co.   vs.   Boston   & 

Albany  et  al. 
11110   (Sub.   No.  2)— The  Atlas  Portland   Cement  Co.   vs.   Bangor  & 

Aroostook  et  al. 

11110  (Sub.  No.  3)— The  Atlas  Portland  Cement  Co.  vs.  Maine  Cent- 
ral et  al. 
11110  (Sub.  No.  4)— The  Atlas  Portland  Cement  Co.  vs.  Rutland  R.  R. 
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11110  (Sub.  No.  5)— The  Atlas  Portland  Cement  Co.  vs.  N.  T.  N.  H. 

11110  (Sub.  No.  6)— The  Atlas  Portland  Cement  Co.  vs.  B.  &  M.  et  al. 
11110  (Sub.  No.  7)— The  Atlas  Portland  Cement  Co.  vs.  N.  Y.  C.  et  al. 
11110  (Sub.  No.  8) — The  Atlas  Portland  Cement  Co.  vs.  C.  N.  E.  et  al. 
April  11 — Lincoln,  Neb. — Examiner  Wilson: 

*  12262— National  Supply  Co.  vs.  C.  B.  &  Q.  R.  R.  et  al. 
April  11 — St.  Louis,  Mo. — Examiner  Wagner: 

»  12155 — Walsh  Fire  Clay  Products  Co.  vs.  Director  General. 

*  12167— Walsh  Fire  Clay  Products  Co.  vs.  C.  &  A.  R.  R.  et  al. 

*  12216— Walsh  Fire  Clay  Products  Co.  vs.  C.  &  A.  R.  R.  et  al. 

*  12151 — Corn  Products  Refining  Co.  vs.  Director  General. 
April  11 — Baton  Rouge,  La. — Examiner  Archer: 

*  12191 — St.   Tammany  Ice   and  Manufacturing  Co.,   Ltd.,    vs.   Director 

General. 
April  11 — Lancaster,  Pa. — Examiner  Satterfleld: 

*  12267 — Lancaster  Steel  Products  Corp.  vs.  B.  &  O.  et  al. 
April   12 — Omaha,  Neb. — Examiner  Wilson: 

*  11658 — Ezra  W.  Oooke  vs.  C.  B.  &  Q. 
April  12 — St.  Louis.  Mo. — Examiner  Wagner: 

*  12205 — Pioneer  Cooperage  Co.  et  al.  vs.  B.  &  O.  et  al. 
April  12 — Lake  Charles,  La. — Examiner  Archer: 

*  7294 — The     Independent    Co-operative     Lumber     Co.     vs.     Louisiana 

Western  et  al. 

*  8498 — The    Independent    Go-operative    Lumber    Co.    vs.     Abilene    & 

Southern  et  al. 

April  13 — Boise,  Ida.— Examiner  Pattison: 

»  12166— Boise  Gas  Light  and  Coke  Co.  vs.  D.  &  R.  G.  et  al. 
April  13 — Argument  at  Washington,  D.  C.: 

11554— Foster  Lumber  Co.  vs.  Director  General. 

11792— Swift  &  Co.  vs.  C.  B.  &  Q.  et  al. 

11459 — A.  M.  Todd  Co.  vs.  Ann  Arbor  et  al. 

I.   and  S.  1296 — Interchangeable  acceptance  of  60-trip   commutation 

tickets. 
April  14 — Argument  at  Washington,  D.  C.: 

11187— Henry  W.  Peabody  &  Co.  vs.  C.  M.  &  St.  P.  Ry.  et  al. 

11268 — Ringwood  Company  vs.  Erie  R.  R.  et  al. 

11359 — Wharton  Steel  Co.  vs.  Pa.  R.  R.  et  al. 

11360— Mount  Hope  Mineral  R.  R.  Co.  vs.  C.  R.  R.  of  N.  J.  et  al. 
April  15 — -Argument  at  Washington,  D.  C. : 

11531 — Appalachian  Marble  Co.  vs.  Director  General  et  al. 

11634r— Fairchild   Lumber   and    Coal    Co.    vs.    Birmingham    Southern 
et  al. 


11634  (Sub.  No.  1) — James  Meager  vs.  Birmingham  Southern  et  al. 
11682 — Chamber  of  Commerce  of  Selma,  Ala.,  et  al.  vs.  L.  &  N.  et  al. 
11638 — Little  Cahaba  Coal  Co.  vs.  Birmingham  Southern  et  al. 

April  15 — Sioux  Falls,  S.  D. — Examiner  Wilson: 

*  12268— Board  of  Railroad  Commissioners  of  South  Dakota  vs.   C.   & 

N.  W.  et  al. 

April    16 — Sioux  Falls,    S.   D. — Examiner  Wilson: 

*  12026— Board  of  Railroad  Commissioners  of  South  Dakota  vs.  Ahna- 

pee  &  Western  et  al. 

April  16 — Argument  at  Washington  D.  C. : 
11490 — Chicago  Sand  and  Gravel  Producers  et  al.  vs.  A.  T.  &  S.  F. 

et  al. 
11455— Manufacturers'  Assn.  of  York,  Pa.,  vs.  Pa.  R.  R.  et  ai. 

April  18 — Argument  at  Washington,  D.  C. : 

11743 — Penn  Seaboard  Steel  Corporation  vs.  Director  General. 

11749 — Minute  Tapioca  Co.  vs.  Boston  &  Maine  et  al. 

11614 — Fels  &  Co.  vs.  B.  &  O.  et  al. 
April  19 — Argument  at  Washington,  D.  C.: 

I.  and  S.  1272 — Switching  and  absorption  at  Minneapolis,  Minn.,  etc. 

I.  and  S.  1263 — Substitution  of  35  per  cent  for  33%  per  cent  increase 
in    class    and    commodity    rates    between    eastern    and    southern 
groups  and  the  southwest. 
April  20 — Argument  at  Washington,  D.   C.: 

*  I.  and  S.  1297 — Fares  of  the  Washington- Virginia  Ry.  Co. 
April  21 — Argument  at  Washington,  D.  C. : 

11971 — In  the  matter  of  rates,  fares  and  charges  applicable  between 

points  in  the  state  of  Arizona. 
April  25 — Memphis,  Tenn. — Examiner  Pitt: 

*  9702 — Memphis  southwestern  investigation. 

*  7304 — City  of  Memphis  et  al.  vs.  C.  R.  I.  &  P.  et  al. 

*  9927— Railroad  Commission  of  Arkansas  et  al.  vs.  Arkansas  Central 

et  al. 

*  9886 — Chamber  of  Commerce,  Monroe,  La.,  vs.  Arkansas  &  Louisiana 

Midland  et  al. 
»  10084 — Natchez  Chamber  of  Commerce  vs.  Natchez  &  Southern  et  al. 

*  6390 — Memphis  Freight  Bureau  vs.  St.  L.  I.  M.  &  S.  Ry.  et  al. 

*  10418— Arkansas  Jobbers  and  Manufacturers  Assn.  vs.  C.  R.  I.  &  P. 

Ry.  et  al. 

*  10419 — Arkansas    Jobbers    and    Manufacturers   Assn.    vs.    Beaumont, 

Sour  Lake  &  Western  Ry.  et  al. 

*  7250 — Shreveport  Chamber  of  Commerce  et  al.  vs.  A.  &  V.  Ry.  et  al. 

Portions  of  numerous  fourth  section  applications  which  have  been 
consolidated  with  the  above  cases. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

Armour  &  Co.  vs.  Northern  Pac.  Ry.  Co.  Docket  12076.  March  5.    Rates  on 
sugar  from  Northwest  to  Chicago  and  eastern  points  and  ports.    150  pages. 


Official  transcripts  of  the  testimony  taken  in  proceedings 
of  the  Commission  (see  Docket  of  the  Commission  in  each 
issue  of  The  Traffic  World)  throughout  the  country  except 
Washington  can  be  had  only  from  The  State  Law  Reporting 


Company,   official   reporters   to   the   Commission,    Woolworth 
Building,  New  York  City. 

The  charge,  as  fixed  by  the  Commission,  is  12%  cents  per 
page  for  each  copy  furnished. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING      BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate    and    Foreign    Commerce 

Specialist  &  Counsellor 

Bate  Analysis — Claims 

Transportation  971  SPITZER  BLDG. 

Trackage  Arrangements — Demurrage     TOLEDO,  OHIO 

General  Matters  Relating  to  State, 

Interstate  and  Foreign  Commerce 

GKOE01  H.  BEOWN      GEORGE  L.  BOYLE 

BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  Adjustment* 

and  Practice  before  the  Interstate 

Commerce  Commission. 

Southern  Building,  Washington,  D.  C 

Telephone  Main  4702 


GEO.    T.    BELL 

CO.MMERCE  COUNSEL 

1919-1921,  Executive  Vice-President,  North- 
ern West  Virginia  Coal  Operators'  Associa- 
tion; 1914-1919,  Attorney-Examiner,  Inter- 
State  Commerce  Commission:  1909-1919, 
Commerce  Counsel  for  various  commercial 
organizations  and  shippers  of  Missouri  River 
cities. 
MUNSEY  BUILDING,  WASHINGTON,  D.  C. 


Harvey  B.  M.  Wilds  Leo  Wing 

WILDS  AND  WING 

ATTORNEYS  AND  COUNSELORS 

Seven  years'  experience  in  all  branches 
of  transportation 

Penobscot  Bldg.  DETROIT,  MICH. 

Phone  Cherry  638 


CHARLES  H.  LAMPEN 
Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


Hickoz  Bldg., 


CLEVELAND,  O. 


CHAS.  E.  COTTERILL 
COMMERCE  COUNSEL 

Suite     1120    Hurt    Building 

ATLANTA,  GA. 
ARTHUR  B.  HAYES 

ATTORNEY  AT  LAW 

Colorado  Building,  Washington,  D.  C. 

Former  Member  of  the  Department  of  Justice  M 

Solicitor  of  Internal   Revenue 

Interstate    Commerce    Litigation    a 
Specialty 

CLYDE  N.  THOMPSON 

INDUSTRIAL  TRAFFIC   MANAGER 

All     Traffic     and     Transportation     matters. 

Traffic  Service  Rendered  on  monthly 

basis.   Correspondence  solicited. 

McGLONE,    Monroe    County,    West   Virginia 


KARL  KNOX  GARTNER 

(For  a  number  of  yean  Attorney  and  Humbler,  IntanUU 
Commerce  Commission,  and  prior  thereto  encaged  In  ttu 
practice  of  law  at  Louisville,  Ky.) 

Special  attention  to  matters  before  the  Interstate 
Commerce  Commission,  Income  Tax  Unit,  Federal 
Trade  Commission,  United  States  Shipping  Board, 
Federal  Courts. 

701-706  WOODWARD  BLDG.,  WASHINGTON 


Wilbur  LaRoe,  Jr. 

Commerce  Counsel 
Southern  Building        Washington,   D.  C. 


EDWARD  A.  HAID 

ATTORNEY    AT    LAW 

1411-16    Liberty    Central    Trust    Building, 

St.  Louis,  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claims. 
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Telephone,  Harrison  8808 


100%  American 


Premier  Fleet 


ATLANTIC-PACIFIC 
EXPRESS  SERVICE 

America's  Coast-to-Coast 
Direct  Fast  Freight 


PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  MOBILE 

DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 
FORTNIGHTLY 

A-l  FAST  STEEL  STEAMERS 

OFFERING 
RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 


For  Rate*  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship  Corp.   K 

St.  Paul  8476      BALTIMORE      406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Philadelphia 
Drezel    Buildinc 

PltUbureh 
Union    Arcade     Bide.  > 

SaTannah.    Ga. 
Saranah    Bank    and    Trust    Bide. 

Loe  Anevlea.  Cal. 
427  Van  Nay.  Bide. 


New    York 
41  Broadway 
Mobile.  Ala. 

W.  Cor.  St.  Franrii  *   Water  Sta. 
Oakland.  Cal. 
Parr   Terminal 
Portland.    Or*. 
Board    of   Trade   Bide. 
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Lansden  Electric  Truck  equipped  with 
Extde-Ironclad  Battery 


••Couple  Gear"  Electric  Truck  equipped  with 
Extde-Ironclad  Battery 


ic  Electric  Truck  equipped  with 
Eiide-Ironclad  Battery 


Why  are  most  electric 
sold  on  repeat  orders? 


trucks 


They  are;  with  some  makes, 
as  much  as  80%  of  the  business 
is  on  reorders  from  satisfied 
users.  These  users  find  that  it 
pays  to  use  electric  trucks. 
They  keep  careful  cost  records, 
and  they  know. 

Add  to  that  the  long  life,  re- 
liability, and  simplicity  of  the 
electric  vehicle  and  you  have  a 
form  of  transportation  which  is 
particularly  advantageous  for 
most  classes  of  city  and  sub- 
urban delivery,  where  hauls  are 
short  and  stops  many. 

When  you  buy  an  "electric," 
remember  that  the  most  im- 


portant item  is  the  battery ;  any 
good  electric  truck  is  the  better 
for  an  Exide-Ironclad  Battery 
as  power  supply. 

This  battery  is  unique  in 
combining  all  four  of  the  vital 
features  of  a  good  truck  battery 
— -power  ability,  ruggedness, 
high  efficiency,  and  long  life. 
Read  what  users  of  trucks 
equipped  with  the  Exide-Iron- 
clad write;  that  tells  the  story. 

Send  for  list  of  truck  manu- 
facturers— and  a  free  copy  of 
"Keep  Them  Moving,"  and 
learn  how  you  can  cut  your 
haulage  costs  with  electrics. 


THE  ELECTRIC  STORAGE  BATTERY  CO. 

Oldest  and  largest  manufacturers  in  the  world  of  Storage  Batteries  for  every  purpose 

1888         PHILADELPHIA          1921 

Branches  in  seventeen  cities 
Extde  Batteries  of  Canada,  Limited. J133-157  DufferlnJStreet,  Toronto 


What  Exide 
users  write : 

"If  there  were  any  other 
trucks  or  batteries  that 
would  do  the  work  better 
or  more  economically,  we 
would  have  bought  them; 
so  far  they  have  surpassed 
our  expectations." 

"We  have  used  electric 
trucks  equipped  with  Ex- 
ide- Ironclad  Batteries  for 
eight  years,  and  each  bat- 
tery from  three  to  four 
years.  Our  trucks  average 
about  30  miles  per  day." 

"Our  service  has  not 
been  interrupted  in  any 
manner  whatsoever  due 
to  any  trouble  of  the  bat- 
teries." 

"  We  believe  the  Ironclad 
to  be  the  most  efficient 
battery  and  covering  all 
electric  truck  needs." 


IRONCLAD 

BATTERIES 


March  26,  1921 
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7"Au  fc/fcr 

the  sentiment  of  all 

Ideal  users. 


Explaining  the  Endurance  of 
the  Ideal  Stencil  Machine 


~\7O\J  can  buy  the  Ideal  with  full  assur- 
ance that  it  will  stand  the  hard  use  it 
will  get  in  your  shipping  room. 

Carefully  selected  materials  possessing  the 
greatest  possible  strength  are  used  in  each 
and  every  part.  Exceptional  resistance  to 
wear  and  abuse  is  characteristic  of  every 
last  detail.  Painstaking  workmanship  in- 
sures perfect  co-ordination  of  the  working 
parts.  The  result  is  speed  and  accuracy 
in  the  Ideal  which  no  other  method  of  mark- 
ing can  equal. 

Without  obligation  we  will  bring  an  Ideal 
to  your  shipping  room  to  mark  your  pack- 
ages. If  the  demonstration  doesn't  prove 
that  the  machine  can  save  you  money, 
you  cannot  buy  it. 

Ask  us    for  literature  and  sample  stencils. 

Ideal  Stencil   Machine  Company 
20  Ideal  Block  Belleville,  111. 

Sales  offices  in  all  principle  cities. 

Supplies  and  service  at  each  point. 


IIDKAI 


REG 
U.S. 
PAT 
OFF 


AB  C  13  CrOHIJKLMMOPQRSTWYWXYZt-X  23458789.*. 
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LUCKENBACH  LINES 

Express  Freight  Service 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


New  York 
New  York 


Rotterdam 


Rotterdam 


Hamburg 

Amsterdam 
Amsterdam 


Philadelphia 

PhiTadelphia!     Port  of  Los  Angeles      San  Francisco 
GENERAL  OFFICES:  44  Whitehall  Street,  New  York 


CHICAGO,  Marquette  Building 

T.  J.  McGEOY 

General  Western  Freight  Agent 


MINNEAPOLIS,  Metropolitan  Life  Building 
C.  H.  DRINKWATER 

Northwestern  Freight  Agent 


Philadelphia 
Lafayette  Building 


Los  Angeles 
Central  Building 


St.  Louis 
Pierce  Building 


San  Francisco 
Merchants  Exchange 


HIT 
UUU 


CONSOLIDATED  CARLOAD  SHIPPING  SERVICE 


for   Household    Goods,    Automobiles,   Ma-  and  Co-operation,  and  that's  also  the  reason 
chinery  and  Pianos  for  Domestic  Shipment,  for  our  fivefold  growth  in  the  last  three  years, 
and  everything  anywhere  for  Export  means  ^,                                                              c 
decided  saving,  dexterous  handling  and  de-  flefven  office.s'  twenty-two  years  of  satis- 
creased  trouble.  *$  °ry  se™Ce   and   gr°wlng   ever,y.   year: 

Whyr        I  ry   us  on  your  next  shipment 

"The  reason?"  We'll  tell  you— Consolidation  and  you'll  know. 


TRANS- CONTINENTAL  FREIGHT  COMPANY 


General  Offices:  Chicago,  203  Dearborn  St. 

Boston,  Old  South  Bldg.  Buffalo,  Ellicott  Square 

Cleveland,  Hippodrome  Bldg.  Los  Angeles,  Van  Nuys  Bldg. 

13th  &  Kearney  Sts.,  Portland,  Oregon 


Eastern  Offices:  New  York,  Wool  worth  Bldg. 


Philadelphia,  Drexel  Bldg. 

San  Francisco,  Monadnock  Bldg. 


Cincinnati,  Union  Trust  Bldg. 
Seattle,  Alaska  Bldg. 


Write  the  Nearest  Office 
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THE    NEW    WARFIELD    PLAN 

Xuw  comes  S.  Davies  Warfield,  author  of  the  War- 
field  plan  which  took  form  in  that  part  of  the  present 
transportation  act  providing  for  a  net  return  of  six  per 
cent  on  their  valuation  to  the  carriers  by  groups  (with 
half  of  the  excess  over  six  per  cent  to  be  paid  to  the 
government  by  every  road  earning  it)  with  a  new  plan 
for  relief  of  the  transportation  situation.  There  is  a 
tendency  to  discredit  his  new  plan  on  the  theory  that 
the  old  one  has  not  "worked."  This  is  hardly  fair.  In 
the  first  place  it  can  hardly  be  said  that  the  Warfield 
plan  has  not  worked.  We  do  not  like  it  and  we  never 
believed  it  would  work,  but  our  experience  under  it  is 
as  yet  too  limited  and  its  operation  has  been  too  much 
Interfered  with  by  unexpected  developments  to  warrant 
*uch  a  sweeping  condemnation.  In  the  second  place, 
much  of  what  is  said  with  respect  to  the  Warfield  plan 
not  working  is  based  on  the  theory  that  it  is  responsible 
for  the  present  high  rates  and  that  those  high  rates  are 
to  blame  for  the  falling  off  in  business.  We  have  tried 
and  are  still  trying  to  correct  that  idea  and  to  show 
that  the  high  rates  are  not  (with  some  exceptions)  re- 
sponsible for  the  slowing  up  of  commerce  and  that  the 
Warfield  rate  plan  cannot  be  held  to  be  responsible  for 
the  high  rates,  for  the  reason  that  the  rates  are  not  en- 
abling the  carriers  to  earn  anywhere  near  the  six  per 
cent  that  was  meant  to  be  provided.  But  the  miscon- 
ception persists  in  many  quarters  and  it  does  not  help 
to  provide  a  welcome  for  the  new  child  of  Mr.  War- 
field's  brain. 

The  suggestion-  of  Mr.  \Varfi>ld  should  be  consid- 
ered on  its  merits,  aside  from  any  question  as  who  is 
its  author  or  what  mistakes  that  author  may  or  may 
not  have  made  in  his  past  attempts  to  straighten  out 
the  transportation  situation.  It  must  be  considered  in 
two  principal  aspects — is  it  sound  in  theory  and  would 
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it_wprk_  in  jractjce  ?_  Let  us  take  up  those  two  aspects 
in  order. 

Mr.  Warfield  is  at  much  pains  to  show  that  the 
railroads  must  recognize  the  necessity  for  some  such 
drastic  measures  as  he  proposes  in  order  to  save  them- 
selves from  government  operation.  He  might  logically 
carry  this  statement  farther  and  say  that  the  public  must 
adopt  some  such  radical  plan  to  save  itself  from  the  evil 
of  government  operation  of  the  railroads.  He  may  be 
right.  Government  operation  is  a  danger  that  threatens 
and,  in  our  opinion,  the  threat  is  more  serious  than  most 
people  imagine.  We  believe,  with  Mr.  Warfield,  that 
something  must  be  done  to  save  the  carriers  from  it  and 
we  go  farther  than  he  does  and  say  that  the  public  must 
be  saved  from  it,  along  with  the  railroads.  The  question 
is  what  we  shall  do  to  be  saved.  As  to  this  we  disagree 
with  Mr.  Warfield.  In  our  opinion  his  plan  means  an- 
other step  toward  government  operation  and  we  do  not 
believe  the  way  to  get  away  from  danger  is  to  get  as 
close  as  we  can  to  it.  Some  such  machinery  as  Mr. 
Warfield  suggests,  operating  along  the  lines  he  points 
out,  as  means  of  reducing  operating  costs  would,  doubt- 
less, be  a  good  thing — if  the  carriers  could  and  would 
adopt  the  plan  themselves  out  of  their  own  desire  for 
efficiency  and  saving.  We  do  not  believe  in  further 
taking  from  them  their  initiative  and  in  depriving  them 
of  all  their  private  nature,  leaving  them  only  the  false 
title  of  "privately  owned  and  operated  enterprise."  We 
are  open  to  conviction,  not  as  to  the  falseness  of  this 
theory,  but  as  to  the  facts  with  respect  to  Mr.  War- 
field's  plan  being  opposed  to  this  theory,  for  we  are  not 
sure  we  fully  comprehend  all  that  he  would  do  or  just 
how  he  would  do  it.  What  he  says  is  put  out  in  the 
muddled  fashion  with  which  we  became  familiar  when 
he  was  promoting  his  rate-fixing  plan,  and  we  are  not 
sure  that  we  get  clearly  his  idea  in  all  its  details.  We 
think,  however,  that  we  understand  it  and,  as  we  under- 
stand it,  we  are,  at  the  present  writing,  opposed  to  it 
as  being  economically  unsound  and  subversive  of  the 
theory  of  private  operation  of  railroads. 

The  second  aspect — that  of  practicality — offers  still 
less  room  for  argument,  we  believe.  Mr.  Warru-l 
plan  calls  for  an  elaborate  structure  of  boards  and  com- 
mittees composed  of  railroad  men.  drawing  no  pay  ex- 
cept what  they  get  for  their  regular  jobs  from  tin-  roads 
that  employ  them.  For  it  to  be  a  success,  these  rail- 
road men  would  have  to  be  sympathetic  with  it — more, 
they  would  have  to  be  enthusiastic  for  it.  Are  tlic\  ? 
Our  information  at  this  early  stage  is  that  they  are  not 
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To  10,000  Industrial  Traffic  Managers 
and  Their  Assistants! 


The  •  dull       |U|obile 
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orthern 
ew  Orleans 


ITS  SPECIALTY:  Dependable  Freight  Service. 

ITS  AMBITION:  To  serve  you. 

ITS  INVITATION:  To  try  the  route. 

IN  RETURN :  Courteous  treatment,  expedited 
service  and  a  personal  interest  in  your 
shipments  from  origin  to  destination. 

"THE    ROAD    OF    SERVICE" 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 


With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville, 
Connersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lanes  Routes. 

J.  A.  SIMMONS,  General  Traffic  Manager                C.  I.  &  W.  R.  R.  Building,  Indianapolis,  Ind.  R.  B.  KINKAID,  Assistant  General  Freight  Agent 
For  information  as  to  Rates,  Routes,  Service,  etc.,  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  have 

General  Agents : 

C.  L  ft   W.   R.   R.   Building.   Indianapolis.    Ind.               201    Mercantile    Building.    Cincinnati.    Ohio.  1210    Barclay   Bide.,    New   York 

330   Kfiich   Bnildine.  Springfield.   111.                                         337   Marquette   Bide.,   Chicago  72S   Honadnock   Bide.,   San    Francisco,    Calif. 

8*4    Arcade    Building,   St.   Louis.   Ho.                                     312    Park   Bide.,    Pittsburgh,  Pa.  509  Wesley-Robert*  Bide.,  Los  Angeles.  Calif. 
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only  nut  sympathetic  with  it  but  they  actually  oppose 
it.  If  that  is  true — whether  the  railroad  men  are  right 
or  wrong — the  plan  could  not  possibly  succeed. 

Again,  even  if  the  railroads  and  railroad  men  ap- 
proved the  plan,  could  the  force  of  the  law  Mr.  War- 
field  proposes  to  have  enacted  compel  them  to  work  in 
harmony  for  the  production  of  beneficent  results  in  mat- 
in^ like  purchase  and  standardization  of  equipment, 
joint  use  of  terminals,  and  the  like?  Mr.  Wartield 
<lwells  on  the  failure  of  the  railroads,  through  their  war 
l>oanl.  successfully  to  unify  their  operation  in  the  days 
just  previous  to  the  government  taking  them  over,  as 
proof  that  they  could  not,  without  the  compulsion  and 
regulation  of  law,  get  together  effectively  now  on  mat- 
in- of  this  kind,  no  matter  how  pressing  the  need.  But 
to  us  it  seems  much  more  likely  that  the  railroads 
\\uuld  function  voluntarily  to  success  in  a  plan  for  joint 
operation  as  proposed  by  Mr.  Warfield,  than  that  they 
would  do  so  under  the  spur  of  an  unwelcome  law,  un- 
less  that  law  did  something  more  than  provide  for  ma- 
chinery, and  punished  for  not  making  efficient  use  of 
that  machinery.  Even  with  provision  for  penalties,  we 
•do  not  believe  the  horse  would  drink  if  he  did  not  like 
the  water. 

Still,  with  all  the  objections  we  have  urged  to  the 
Warfield  plan,  there  are  things  in  it  that  are  worth 
thinking  about  and  suggestions  that  the  railroads  would 
tin  well  to  adopt.  It  is  up  to  them,  we  think,  to  put 
into  effect  some  such  reforms  in  operation  as  Mr.  War- 
field  suggests,  or  at  least  to  investigate  their  practic- 
ability with  a  view  to  adopting  them.  The  railroads 
complain  much  that  their  initiative  is  little  by  little 
being  taken  from  them.  One  of  their  principal  objec- 
tions to  this  Warfield  prescription  is  that  it  would  still 
further  encroach  on  their  power  as  private  operatives. 
But  arc  they  not,  at  least  in  part,  responsible  for  this 
•very  thin-  ?  Just  how  and  when  are  they  showing  the 
power  of  initiative  that  would  entitle  them  to  the  con- 
sideration given  to  men  competent  and  able  to  handle 
a  situation  like  the  one  now  confronting  them?  We 
have  yet  to  hear  of  any  comprehensive  and  adequate 
treatment  of  the  present  problem  from  railroad  sources. 
Perhaps  this  absence  of  initiative  and  statesmanship  is 
"unted  for  by  the  action  of  government  in  suppressing 
it.  but  railroad  men  should  consider  well  whether  they 
are  not  mistaking  the  effect  for  the  cause.  If  they  don't 
like  Mr.  \\"arfield's  plan  or  some  other  plan,  let  them  get 
together  and  analyze  their  own  trouble  and  propose  a 
remedy  for  it,  or  show  the  lack  of  necessity  for  any 
remedy. 

For   our   part,   we   should   like   to   see   discontinued 

the   policy   of  calling   the   legal   doctor   to   administer   a 

little  white  pill  every  time  there  is  a  car  shortage,  or  a 

surplus,    or    a    lean    month,    or    an    oppressive    rate. 

fiin   suL^estion  is  that  the  trouble,  in  the  main,  will  be 

r  when   prosperous  business  conditions  are  restored, 

as  we  believe  they  will  be.     For  the  rest,  the  railroads 

must   reduce   their  costs   wherever  possible   and   proper, 

especially    as    caused    by    the    wasteful    national    labor 

•  ments.   and   the   Commission   must   be   instructed — 

not  to  make  rates  that  will  produce  any  specific  rate  of 

return  on  any   particular  basis — but   to  make  rates  that 


will  be  adequate  t"  -i\e  the  carrier?,  a  proper  return, 
considering,  among  other  factors,  the  tost  of  capital. 
Then  leave  it  to  the  Commission  to  decide  what  the 
proper  return  shall  be  and  then  leave  it  to  the  carrier  - 
to  operate  their  own  roads  as  private  enterprise,  under 
proper  regulation  by  the  Commission.  If  they  fail  in 
that  task,  either  because  it  is  an  impossible  one  or  be- 
cause their  executives  are  not  equal  to  it  and  they  do 
not  sufficiently  appreciate  that  fact  to  get  other  execu- 
tives— than  the  answer  is  government  ownership  or 
operation.  We  hope  it  will  never  come,  but  then  i- 
nothing  to  be  gained  by  temporizing  or  by  flirting  with 
the  issue. 


LABOR  BOARD  AND  THE  PUBLIC 

As  the  days  pass  it  seems  increasingly  probable  that 
the  petition  of  intervention  in  the  labor  dispute  before 
the  U.  S.  Labor  Board,  filed  on  behalf  of  the  National 
Industrial  Traffic  League,  will  receive  a  "pocket  veto." 
Board  members  seem  to  be  rather  timid  about  expressing 
themselves  as  to  what  action  will  be  taken.  Mr.  Hangar, 
one  of  the  public  members,  who,  as  such,  might  be  ex- 
pected to  be  a  champion  of  the  petition,  has  expressed 
the  fear  that  if  the  board  sees  fit  to  allow  the  League  to 
produce  witnesses  other  similar  organizations  would  de- 
mand the  same  privilege.  This  point,  while  in  some  re- 
pects  perhaps  well  taken,  loses  some  of  its  force  and  its 
sincerity  is  open  to  question,  when  the  sudden  move  to- 
ward economy  of  time  is  contrasted  with  the  absence  of 
any  other  attempt  to  shorten  the  interminable  proceed- 
ings. Mr.  Whiter  spent  over  four  weeks  reading  deci- 
sions before  the  board  when  each  of  its  members  had 
them  neatly  bound  in  his  office.  A  whole  week  was  given 
over  to  the  questioning  of  railway  executives  by  labor 
attorneys  and  it  is  safe  to  say  that  not  a  single  new  rel- 
evant fact  was  disclosed. 

The  fact  seems  to  be  that  the  board  intends  to 
adhere  to  the  letter  of  the  law  and  hear  merely  the  two 
directly  interested  parties  in  all  disputes.  While  this 
policy  may  be  good  to  follow  in  minor  proceedings  it 
seems  to  us  that  in  proceedings  of  the  magnitude  and 
importance  of  the  present  rules  and  regulations  case, 
where  the  public  is  vitally  concerned,  some  such  ac- 
credited organization  as  the  National  Industrial  Traffic 
League  should  be  permitted  to  testify  on  behalf  of  the 
man  who  pays  the  bills. 

The  labor  members  and  the  railroad  members  of 
the  board  seem  to  stand  pretty  solidly  for  the  interests 
they  respectively  represent  in  the  diliberations  of  that 
body.  The  public  representatives  seem,  however,  never 
to  have  made  any  attempt  to  find  out  what  the  public 
they  represent  wants  or  should  have.  Mr.  Barton  is 
chairman  and,  as  such,  finds  his  interests  chiefly  of  a 
judicial  nature.  Mr.  Hunt,  it  is  understood,  has  been 
voting  pretty  generally  with  the  labor  members,  and  the 
third  public  member.  Mr.  Hangar,  does  not  seem  to  n- 
to  have  a  sympathetic  understanding  of  what  the  public 
desires  and  has  a  right  to  expect. 

The  fact  that  Mr.  Hunt's  term,  along  with  those  of 
Mr.  Forrester  and  Mr.  Park,  expires  April  15  is  worthy 
of  concerted  thought  on  the  part  of  the  shipping  public. 
While  nothing  has  been  said  as  to  his  successor,  it  i- 
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generally  understood  that  Mr.  Hunt's  political  affiliations 
in  Cincinnati,  where  he  was  formerly  mayor,  will  prevent 
his  reappointment  by  the  present  administration.  Mr. 
Hangar  voiced  the  opinion  the  other  day  that  the  only 
trouble  that  might  be  expected  by  the  changing  of  the 
personnel  of  a  third  of  the  board  would  be  caused  by  the 
introduction  of  an  inexperienced  man  to  represent  the 
public.  "The  labor  men  and  the  railroad  men  all  know 
a  little  about  this  business  when  they  come  in,"  he  said, 
"but  the  representatives  of  the  public  seem  to  have  had 
no  experience  in  railroad  work."  Coming  from  one  of 
the  public  members  of  the  board  this  should  be  illumi- 
nating. 

The  work  that  the  board  is  doing  is  of  vital  interest 
to  the  shipper.  Why  cannot  we,  therefore,  have  a  ship- 
per on  the  board  to  look  ofter  the  public's  interests?  It 
would  seem  that  the  present  time  would  be  propitious 
for  the  League  and  the  shipping  public  generally  to  exert 
its  efforts  toward  having  an  intelligent,  capable,  and 
sympathetic  representative  on  this  body. 

OVERCHARGE  CLAIMS  TO  RAILROADS 

The  Traffic   World   Washington  Bureau 

Adjustment  of  the  thousands  of  overcharge  claims  filed  with 
the  Commission  in  the  last  days  of  February,  in  accordance 
with  the  Railroad  Administration's  holding  that  section  206  (c) 
applies  to  them,  will  be  made  by  the  railroad  companies,  just 
as  if,  so  far  as  the  actual  handling  is  concerned,  the  ruling 
had  not  been  made. 

An  arrangement  has  been  made  by  the  Commission  and 
the  Railroad  Administration  whereby  the  claims  will  be  re- 
turned to  the  various  railroad  companies,  with  a  letter  of  trans- 
mittal  from  the  Commission  and  the  Railroad  Administration, 
authorizing  and  directing  the  railroads,  the  property  of  which 
was  under  federal  control,  to  adjust  the  claims  in  accordance 
with  the  rules  for  the  adjustment  of  claims  coming  over  from 
the  period  of  federal  control,  the  most  important  of  which 
provides  that  the  disbursements  ordered  on  claims  arising  under 
federal  control  shall  be  charged  to  the  account  of  the  govern- 
ment. 

At  the  time  this  was  written  it  was  estimated  that  the 
necessary  paper  work  to  bring  about  this  disposition  of  the 
mass  of  claims  would  be  completed  in  time  for  the  distribution 
of  the  necessary  notices  not  later  than  the  afternoon  of  March 
26.  The  notice  from  the  Railroad  Administration  had  to  be  sent 
to  Chicago  for  the  signature  of  John  Barton  Payne,  the  agent 
appointed  by  the  President  for  settling  up  the  affairs  of  the 
Railroad  Administration.  It  was  necessary  to  do  that  because, 
while  Mr.  Payne  had  been  relieved  as  Secretary  of  the  Interior, 
he  had  not  been  relieved  as  Director-General.  The  law  knows 
him  merely  as  the  agent  appointed  by  the  President  to  close  up 
the  odds  and  ends  of  federal  control.  President  Harding's  sec- 
retary, Mr.  Christian,  said  March  22  there  were  no  developments 
relative  to  the  appointment  of  a  successor  to  Mr.  Payne. 

This  arrangement  covers  only  such  overcharge  claims  as 
reached  the  files  of  the  Commission  before  midnight  of  Feb- 
ruary 28,  which  was  the  last  day  for  filing  claims  arising  under 
federal  control.  Those  that  did  not  reach  the  files  before  that 
hour  cannot  be  included  in  it. 

As  to  the  claims  that  did  not  reach  the  files  within  the 
year  of  grace  allowed  by  section  206,  nothing  can  be  said  now 
other  than  that  Senator  Cummins  is  expected  to  press  a  bill 
extending  the  time  for  filing  of  claims  to  February  28,  1922. 
That  bill,  however,  has  not  yet  been  introduced.  Congress  con- 
venes on  April -11,  in  accordance  with  the  President's  call,  and 
it  cannot  be  introduced  before  that  day. 

There  have  been  reports  that  this,  that,  or  the  other  ship- 
per intended  going  into  court  with  an  ordinary  action  in  debt 
to  demand  the  repayment  of  money  in  excess  of  the  legally 
published  rate,  so  as  thus  to  have  a  judicial  determination  of 
the  question  whether  the  ruling  of  the  Railroad  Administration 
was  correct.  The  Railroad  Administration  has  heard  these  re- 
ports. The  attorneys  have  work  enough  without  undertaking 
the  defense  of  suits  in  municipal  courts  and  courts  of  justices 
of  the  peace,  in  which  tribunals  such  actions  would  naturally 
be  begun,  because  the  sum  involved  in  the  ordinary  overcharge 
claim  is  only  a  few  dollars  and  often  only  a  few  cents.  With 
a  view,  it  is  believed,  to  heading  off  such  litigation,  John  F. 
Pinerty,  assistant  chief  counsel  for  the  Railroad  Administration, 
on  March  22  prepared  a  circular  letter  for  general  distribution, 
reading  as  follows: 


It  may  serve  to  avoid  unnecessary  trouble  and  expense  to 
overcharge  claimants  if  you  will  give  publicity  to  the  following: 
While  in  the  opinion  of  the  Director-General,  Section  206C  or 
the  Transportation  Act  left  him  no  option  but  to  treat  claims  for 
overcharges  in  excess  of  the  published  rates  as  barred  unless  filed 
with  the  Interstate  Commerce  Commission  on  or  before  February 
28,  1921,  the  Director-General  has  not  and  would  not  oppose  an 
appropriate  amendment  to  the  act  extending  the  time  for  filing' 
and  disposition  of  such  claims.  In  his  opinion  such  an  extension 
should  be  made  because  of  the  fact  that  the  shippers  had,  in  good 
faith,  overlooked  this  provision  of  the  act  until  too  late,  in  many 
instances,  to  comply  with  it,  in  view  of  all  the  complications.  As 
remedial  legislation  seems  practically  assured,  the  Director-Gen- 
eral begs  to  suggest  that  shippers  await  its  enactment  for  a  rea- 
sonable time  before  taking  other  measures  to  enforce  their  claims. 

Moss,  Dirhold  &  Kepple,  traffic  managers  at  Tulsa,  have  writ- 
ten to  Representative  Bert  Chandler,  of  Oklahoma,  calling  his 
attention  to  the  unjustness,  as  they  conceive  it,  of  the  eleventh 
hour  notice  of  the  Railroad  Administration,  that,  in  its  opinion, 
section  206  (C)  of  the  transportation  law  requires  the  filing 
of  overcharge  claims  with  the  Commission,  to  keep  them  within 
the  limitation  of  one  year  in  which  to  file  claims  for  reparation,  on 
account  of  unreasonable  rates,  during  federal  control. 

They  said  that  an  overcharge  claim  frequently  covered  a 
multitude  of  sins  having  no  relation  to  the  legal  rate,  weight, 
or  commodity.  The  most  frequent  cause  of  overcharge  claims, 
they  said,  was  the  fact  that  the  agent,  at  neither  point  of  origin 
nor  at  destination,  knows  anything  about  the  rate.  The  con- 
signee is  often  as  little  informed  wherefore  he  pays,  to  the  end 
that  he  may  continue  receiving  the  transportation  service  that 
is  vital  to  him,  and  which  would  be  cut  off  were  he  to  refuse  to 
pay  a  freight  bill  he  suspected  was  not  right. 

Mr.  Chandler  was  asked,  in  the  event  the  Railroad  Adminis- 
tration did  not  modify  its  ruling,  to  ask  other  congressmen  to 
help  him  have  the  law  amended  so  as  to  protect  the  citizens  they 
represent,  in  their  right  to  have  illegally  collected  money  re- 
funded to  them. 

The  fact  that  the  Railroad  Administration  has  ruled  that 
overcharge  claims  not  filed  with  the  Commission  before  March  1 
will  be  barred,  has  been  called  to  the  attention  of  President 
Harding  by  William  L.  Carney,  of  Chicago,  who  characterized 
its  ruling  as  more  in  the  interest  of  the  money  involved  than 
in  the  public  welfare.  He  sent  a  file  of  correspondence  on  the 
subject  to  the  White  House,  telling  the  President  that  he  was 
presenting  one  of  the  vital  problems  for  consideration  by  this 
administration.  He  said  that  no  doubt  suits  could  be  maintained 
in  the  courts  and  judgments  collected  but  he  suggested  that  any 
traffic  man  worth  while  knows  that  if  he  is  forced  to  a  suit  on 
ordinary  grounds,  "the  other  man  has  something  up  his  sleeve, 
so  to  speak."  He  suggested  that  the  President  make  an  investi- 
gation, and  if  the  traffic  men  are  wrong,  so  rule,  and  if  they 
are  right,  to  clarify  the  atmosphere. 

The  situation  with  respect  to  overcharge  claims  has  been 
called  to  the  attention  of  the  state  commissions  by  John  E.  Ben- 
ton,  general  solicitor  of  the  National  Association  of  Railway  and 
Utilities  Commissioners,  with  a  view  of  ascertaining  what  stand 
they  desire  to  take  on  proposed  legislation  extending  the  time 
for  the  filing  of  such  claims.  One  or  two  states,  Mr.  Benton 
said,  have  requested  that  he  promote  the  passage  of  such  legis- 
lation. In  a  bulletin  to  all  commissions,  Mr.  Benton  said: 

By  paragraph  c  of  section  206  of  the  transportation  act  it  is  pro- 
vided that  claims  against  the  government  for  reparation  "  on  account 
of  damage  *  *  *  caused  by  rates  *  *  *  in  violation  of  the 
interstate  commerce  act"  be  filed  before  March  1,  1921.  It  has  been 
ruled  that  this  applies  to  straight  overcharge  claims,  as  well  as  claims 
for  reparation.  Large  numbers  of  claims  of  this  kind  have  become 
barred.  It  is  proposed  to  ask  the  Congress  to  pass  an  act  to  extend 
the  time  within  which  such  claims  may  be  filed.  I  have  been  asked 
by  certain  commissions  to  do  what  I  can  to  promote  the  passage  of 
such  an  act,  and  I  shall  accordingly,  in  their  names,  appear  at  any 
hearing  that  may  be  held  upon  the  proposed  legislation.  I  am  by  this 
bulletin  calling  the  matter  to  the  attention  of  the  several  commis- 
sions, and  of  the  officials  of  this  association,  in  order  that  the,y  may 
give  me  such  instructions  in  the  matter  as  they  may  desire.  It  is  my 
personal  opinion  that  the  proposed  bill  is  a  proper  relief  measure,  but 
I  do  not  desire  to  make  my  appearance  any  broader  than  I  may  be 
specifically  directed  to  make  it. 


PETITIONS    FOR    REHEARING,    ETC. 

Complainant  in  No.  11132,  Union  Cypress  Company  vs. 
Florida  East  Coast  Railroad  et  al.,  has  requested  the  Commis- 
sion to  deny  defendants'  petition  for  rehearing. 

The  O.-W.  R.  R.  &  N.  Co.,  O.  S.  L.  R.  R.  and  U.  P.  R.  R., 
defendants  in  No.  11083,  Portland  Traffic  &  Transportation  As- 
sociation et  al.,  vs.  Director-General,  Ann  Arbor  R.  R.  et  al., 
have  petitioned  the  Commission  to  grant  an  extension  of  60 
days  from  March  25  •within  which  to  comply  with  the  order 
entered  in  this  proceeding. 

Complainants  in  No.  10629,  Wichita  Board  of  Commerce  et 
al.,  vs.  A.  T.  &  S.  F.  Ry  et  al.,  have  asked  a  rehearing. 

Complainant  in  No.  11063,  Holly  Ridge  Lumber  Company  vs. 
Director-General  and  Missouri  Pacific,  has  petitioned  the  Com- 
mission to  grant  a  rehearing. 


CHANGE    IN    DOCKET 

Hearing  in  I  and  S  1305,  green  salted  hides  to  southeastern 
and  Carolina  territories,  assigned  for  March  26  at  Washington 
was  cancelled. 
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Poor  Estimates  of  Wage  Increase  Results. — Estimating 
with  any  degree  of  accuracy  the  effect  an  increase  in  wages 
will  have  on  the  treasury  seems  to  be  beyond  the  ability  of 
anybody  on  the  government  pay  roll.  In  the  spring  of  1918, 
Mr.  McAdoo  made  an  estimate,  which  he  kept  to  himself,  as  to 
how  much  of  a  drain  would  be  caused  on  the  treasury  by  the 
increase  in  wages  made  by  him.  In  June  of  last  year  the  U.  S. 
Railroad  Labor  Board  estimated  that  its  award  would  add 
$618,000,000  to  the  burden  on  the  government  treasury  and  the 
treasuries  of  the  various  railroad  companies.  The  railroad  ex- 
ecutives also  appear  to  have  stubbed  their  toes.  They  estimated 
the  increase  would  amount  to  about  $626,000,000.  The  sum- 
mary of  wages  for  last  July,  made  by  the  Interstate  Commerce 
Commission,  the  first  drawn  from  the  books,  Is  being  taken  to 
indicate  that  the  increase  will  run  close  to  $700,000,000,  if  not 
more.  The  only  way  anyone  can  guess  what  Mr.  McAdoo's 
estimate  might  have  been  is  to  take  the  rates  decreed  by  him 
in  General  Order  No.  28  and  apply  the  result  to  the  Railroad 
Administration  treasury.  There  was  a  deficit  in  1918  of  about 
$262,000,000.  It  is  possible  that  he  did  not  take  into  considera- 
tion fully  enough  the  increase  in  the  cost  of  materials.  It  is 
known,  for  instance,  that  Edward  Chambers,  in  the  McAdoo 
cabinet  discussion,  took  the  position  that  the  25  per  cent  In- 
crease was  not  great  enough  to  cover  the  increase  in  wages. 
He  wanted  to  raise  about  $200,000,000  more  than  McAdoo  sug- 
gested, but  he  was  overruled.  Ever  since  that  time,  men  of 
an  economic  turn  of  mind  generally  believe,  the  railroad  de- 
ficit has  been  a  drag  against  the  return  of  normal  conditions. 
The  government  (unwillingly  of  course)  has  been  like  a  dog 
in  the  manger.  It  could  not  pay  what  it  owed  the  railroads 
nor  would  it  allow  them  to  borrow  at  the  banks  because  it  al- 
ways got  there  first  with  its  short  term  notes  to  bridge  over  its 
deficits.  The  railroads  not  being  able  to  buy  anything  other 
than  transportation  labor,  the  railroad  material  men  could  not 
prosper.  That  has  meant  stagnation  for  the  steel  industry, 
which  has  meant  reduction  in  coal  mining.  The  vicious  circle 
established  by  either  a  government  or  an  individual  living  be- 
yond income,  it  is  suggested,  was  created  by  the  McAdoo  un- 
derestimate. No  one  has  said  McAdoo  did  it  all.  President 
Harding,  in  his  inaugural  address,  spoke  of  "unspeakable 
waste,"  without  limiting  the  phrase  to  any  man  or  group  of 
men,  but  applying  it  to  all  who  managed  affairs  during  the 
war  so  that  this  country,  two  years  after  the  war,  is  in  almost 
as  bad  a  condition  as  some  of  the  countries  that  were  in  the 
center  of  the  war  storm.  Other  countries  did  the  same  thing. 
The  criticism  that  falls  on  McAdoo's  head  from  those  who  dis- 
cuss the  "railroad  problem,"  may  be  turned  aside,  it  is  sug- 
gested, by  using  as  a  shield  the  accusing  finger  of  scorn 
pointed  at  other  countries.  They,  too,  have  enormous  deficits 
from  the  operation  of  their  railroads.  The  only  difference  be- 
tween them  and  the  United  States,  it  might  be  suggested  by 
way  of  retort,  is  that  they  did  not  have  three  years  after  the 
war  broke  to  consider  how  the  finances  might  be  handled,  in 
the  event  that  the  United  States  did  not  keep  out. 


Too  Much  Boy  and  Not  Enough  Watermelon. — President 
Harding's  delay  in  appointing  members  of  the  Shipping  Board 
and  the  Interstate  Commerce  Commission  suggests  that  an  over- 
whelming victory  for  a  party  means  trouble  in  the  distribution 
of  the  offices.  It  is  a  case  of  "too  much  watermelon  but  not 
enough  boy"  reversed.  There  is  too  much  boy  and  not  enough 
watermelon.  The  difficulty  also  extends  to  committeeships  in 
the  Senate.  In  the  last  Congress,  when  the  majority  had  a 
margin  of  votes  about  as  wide  as  a  piece  of  tissue  paper  is 
thick,  it  reduced  the  number  of  committees  from  about  sixty 
to  thirty-four.  The  maintenance  of  committees  for  the  sole 
purpose  of  providing  chairmanships,  which  meant  fair-salaried 
clerkships  and  private  secretaryships  to  be  distributed  by  the 
chairmen,  got  to  be  a  scandal.  Some  of  the  committees  that 
had  clerks  never  held  meetings.  Nevertheless  the  chairmen  of 
such  committees  continued  to  appoint  the  clerks,  laborers,  and 
doorkeepers  just  as  if  there  were  real  need  for  them.  The  re- 
duction in  chairmanships  meant  keeping  just  enough  patronage 
to  go  around  among  the  older  majority  senators,  and  none  for 
the  leaders  of  the  minority.  But  the  election  gave  the  major- 
ity party  so  many  additional  senators  that  there  is  now  em- 
barrassment on  the  subject  of  suitable  assignments  for  those 
among  the  new  senators  who  think  they  are  real  assets  for  the 
country,  and,  therefore,  entitled  to  dignified  committee  assign- 
ments, especially  assignments  to  committees  having  clerkships 
and  other  jobs  to  distribute. 

Burdensome  Complaints  Filed  with  the  Commission. — 
Sometimes  those  whose  business  it  is  to  read  the  complaints 


filed  with  the  Com  mist;  Ion  wlah  It  were  juat  a  little  more  like 
a  court,  with  rigid  rules  governing  the  filing  of  pleading*.  The 
Commission  has  rules  to  govern  the  form  and  material  of  com- 
plaints, but  they  are  not  enforced.  There  are  being  placed  on 
the  files  complaints  that  constitute  the  complainant's  whole 
case  but  so  Involved  that  It  Is  hard  to  separate  the  allegations 
showing  the  cause  of  the  complaint  from  the  facts  put  In  to 
support  the  allegation*  of  violation  of  the  law.  The  court  rules 
seem  to  foster  verbonlty,  but  orderliness  is  also  commami<  <i 
Inclusion  of  car  numbers  and  junction  points  may  be  desirable 
in  the  preparation  of  informal  complaints  but  such  detail  seems 
out  of  place  In  formal  pleadings.  On  account  of  the  expiration 
of  the  year  allowed  to  shippers  for  the  filing  of  complaints 
caused  by  things  done  under  federal  control,  a  certain  degree 
of  "sloppiness"'  was  expected,  but  some  complaints  have  gone 
beyond  all  expectations.  Complaints  consisting  of  sixteen  or 
twenty  long,  legal-size  pages,  with  the  type-writing  single- 
spaced,  constitute  a  burden  on  the  clerical  and  examiner  force 
of  the  Commission.  They  may  show  the  complainant  that  his 
traffic  manager  or  his  attorney  is  an  Industrious  person  but 
the  multitude  of  detail  brings  no  credit  at  the  Commission.  The 
men  apparently  most  successful  in  their  practice  before  the 
Commission  seem  to  be  the  ones  who  study  their  cases  so  well 
that  they  can  make  the  material  allegations  as  to  the  unreason- 
able or  otherwise  unlawful  rate  charged  and  the  rate  that  would 
be  reasonable  in  two  pages  of  double-spaced  type-writing,  most 
of  which  are  taken  up  with  the  formal  declaration  that  the 
companies  named  are  common  carriers  subject  to  the  inter- 
state commerce  law.  Details  of  the  car  numbers,  junction 
points,  and  other  things  like  that,  and  argumentative  declara- 
tions, should  be  made  at  the  hearing.  In  putting  them  into  the 
complaint  the  traffic  man  or  attorney  runs  the  risk  of  making 
a  mistake  on  a  detail  which  must  be  explained  away  by  a  wit- 
ness, all  of  which  does  not  help  expedite  the  matter.  Error  In 
the  original  declaration  affords  the  attorney  on  the  other  side 
an  opportunity  to  suggest  that  the  litigation  was  begun  as  a 
general  fishing  expedition,  rather  than  a  serious  attempt  to 
have  a  demonstrable  wrong  righted. 


Opposition  to  the  Warfield  Plan. — S.  Davies  Warfleld's  sug- 
gestion for  more  legislation  looking  toward  the  solution  of  the 
transportation  problem  is  expected  to  widen  the  breach  between 
the  railroad  executives  and  the  bondholders,  some  of  whom  are 
represented  by  Mr.  Warfleld.  That  there  is  more  or  less  of 
inherent  hostility  of  one  class  for  the  other  is  obvious.  The 
natural  feeling  between  debtor  and  creditor  is  intensified  be- 
tween the  bondholder  and  the  railroad  executive  in  such  a 
suggestion  as  Mr.  Warfield  has  made,  by  the  belief,  among 
the  executives,  that  the  Warfield  scheme,  if  adopted,  would  so 
restrict  the  discretion  of  the  executives  that  they  would  cease 
to  be  managers,  except  in  name.  Railroad  presidents  now 
know  that  help  from  the  government,  except  the  incidental  help 
that  comes  from  sane  regulation  of  their  practices  in  dealing 
with  the  public,  means  government  supervision  to  such  an  ex- 
tent that  some  of  them  have  become  not  much  more  than  digni- 
fied messengers.  They  can  argue  with  their  masters  in  Wash- 
ington, but  in  the  end  they  must  do  as  they  are  told  or  have 
support  withheld  from  them.  Since  the  passage  of  the  Adamson 
law  they  know  they  have  had  practically  no  control  over  the 
employes.  The  Railroad  Administration  made  it  worse.  The 
people  have  paid  for  much  "government  interference"  in  the 
railroad  business.  Few,  in  the  last  seven  or  eight  years,  have 
appeared  to  believe  that  that  government  is  best  which  governs 
least.  Mossbacked  reactionaries  have  long  believed  that  repeal 
of  the  anti-trust  and  anti-pooling  laws,  so  far  as  they  relate  to 
railroads,  would  enable  real  railroad  men  to  give  the  country 
transportation  at  much  less  than  it  cost,  for  instance,  after  the 
decision  in  the  fifteen  per  cent  case.  They  would  bring  about 
consolidations  that  would  bring  the  economies  supposed  to  flow 
from  them,  without  the  country  being  called  on  to  give  them 
alms  to  cover  the  inroads  on  their  income  caused  by  the  great 
amount  of  government  in  the  railroad  industry. 


The  Emergency  Tariff  Bill. — The  Fordney  emergency  tariff 
bill,  passed  while  Woodrow  Wilson  was  still  President  and 
vetoed  by  him,  is  to  be  the  first  piece  of  legislation  by  the 
Congress  which  is  to  meet  in  extraordinary  session  April  11. 
It  Is  framed  to  give  the  farmers  of  the  country  protection  from 
the  supposed  lower  production  cost  foodstuffs  of  Canada  and 
the  rest  of  the  world.  The  manufacturers  are  to  receive  pro- 
tection from  the  lower  cost  of  production  goods  from  the  out- 
side by  having  the  values  of  the  foreign  goods  stated  in  Ameri- 
can money,  at  the  current  rates  of  exchange,  when  the  goods 
arrive  at  American  ports.  The  theory  is  that,  even  if  foreigners 
owe  us  money,  it  is  better  to  let  them  keep  it  than  to  have 
the  American  market  pre-empted  by  the  products  sent  In  to  pay 
the  debts.  Its  passage  will  revive  the  debate  that  has  been 
going  on  from  the  time  George  Washington  signed  the  first  pro- 
tective tariff  bill  to  the  present  day,  if  what  Washington  signed 
was  any  more  of  a  protective  tariff  bill  than  the  one  Thomas  Jef- 
ferson signed.  It  is  suggested,  however,  that  when  the  people 
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voted  as  they  did  last  fall,  they  voted  for  that  kind  of  tariff 
policy,  and  failure  to  restore  a  protective  tariff  would  be  even 
as  a  dip  in  the  cold  water  of  a  horse  trough  for  those  who 
believe  the  protective  tariff  is  the  way  to  restore  prosperity, 
regardless  of  the  fact  that  the  war  changed  this  country  from 
a  debtor  to  a  creditor  nation  and  put  free  trade  Britain  in  the 
class  which  held  the  United  States  before  Wilhelm  von  Hohen- 
zollern,  whose  ancestor  helped  mightily  to  put  the  first  Haps- 
burg  on  the  imperial  throne,  started  that  which  probably  put 
both  Hohenzollern  and  Hapsburg  permanently  out  of  the  throne- 
holding  business.  A.  E.  H. 

LIVE  STOCK  LOADING  AND  UNLOADING 

The  Traffic  World  Washington  Bureau 

In  as  peaceful  and  orderly  a  hearing  as  any  examiner  of  the 
Commission  ever  held,  the  question  of  the  proper  charge  to  be 
made  by  the  stock  yards  of  the  country  for  the  service  of  load- 
ing and  unloading  livestock  for  the  line-haul  carriers  was  ex- 
haustively considered  on  March  18.  The  hearing  was  on  I.  and 
S.  Docket  No.  1303.  Examiners  F.  H.  Barclay,  from  Commis- 
sioner's McChord's  office,  F.  E.  Brown,  from  Chairman  Clark's 
office,  and  W.  M.  Brown  from  Commissioner  Daniels'  office,  pre- 
sided. Before  the  hearing  day  it  was  the  idea  that  there  would 
be  considerable  clashing.  That  thought  grew  out  of  the  fact  that 
at  a  hearing  on  the  same  subject  in  the  summer  of  1920,  there 
was  radical  disagreement  among  the  trunk  lines,  the  stock  yards, 
and  the  stock  yards  railroads. 

Instead  of  a  conflict  between  the  line  haul  carriers  and  the 
stock  yards  there  was  agreement  on  the  basic  proposition  that 
the  cost  of  loading  and  unloading  was  at  least  $1  a  car.  Stanley 
H.  Johnson,  for  the  Chicago,  Rock  Island  &  Pacific,  was  the 
first  witness.  He  said  he  appeared  only  for  the  Rock  Island. 
Later  he  announced  that  he  and  C.  E.  Spens,  the  latter  of  the 
Burlington,  had  been  authorized  to  speak  for  all  the  carriers  in 
Western  Classification  territory.  He  said  he  was  not  sure  of 
the  scope  of  his  authority  at  the  time  he  was  on  the  witness 
stand,  but  that  after  he  had  left  it,  Mr.  Spens  had  informed  him 
that  they  had  been  designated  a  committee  by  the  traffic  execu- 
tives of  western  carriers  to  speak  for  them  all. 

In  his  statement  in  chief,  Mr.  Johnson  said  the  carriers 
some  time  ago  had  appointed  a  committee  of  which  L,  T.  Wilcox 
was  chairman,  to  make  an  investigation.  That  committee  did 
not  feel  able  to  make  an  elaborate  cost  study,  so  it  assumed 
that  the  charge  of  50  cents  a  car  for  unloading,  which  has  been 
in  effect  for  many  years,  was  reasonable,  until  the  recent  ad- 
vances in  the  cost  of  labor  and  materials.  Then  it  assumed 
that,  inasmuch  as  the  carriers  had  convinced  the  Director- 
General  and  the  Interstate  Commerce  Commission  that  there 
should  be  advances  of  25  cents  and  35  cents  in  the  railroad  rates, 
similar  advances  in  the  allowance  for  unloading  would  be  justi- 
fied. Therefore,  they  added  25  per  cent,  the  percentage  of  in- 
crease allowed  by  General  Order  No.  28,  and  35  per  cent,  in  ac- 
cordance with  the  permission  given  in  Ex  Parte  No.  74.  They, 
therefore,  offered  85  cents  a  car  to  the  stock  yards  companies,  but 
the  latter  rejected  the  offer.  The  outcome  of  the  negotiations, 
he  said,  was  an  agreement  that  the  line-haul  carriers  should 
pay  $1  flat  for  either  loading  or  unloading,  although  the  cost 
of  loading  is  considerably  greater  than  that  of  unloading.  They, 
therefore,  filed  the  schedules  which  have  been  suspended,  offer- 
ing $1  for  the  service  of  loading  or  unloading.  That  payment, 
however,  is  in  no  way  connected  with  the  switching  or  trackage 
payments  made  to  terminal  lines  owned  by  the  packers  or  by 
stock  yard  companies. 

Ralph  M.  Shaw,  for  the  Union  Stock  Yards  and  Transit  Com- 
pany, and  O.  T.  Henkle,  general  manager  of  that  company,  put 
into  the  record  exhibits  showing  that  the  cost  of  loading  and 
unloading  at  Chicago  was  $2.33%  a  car.  That  cost  was  the  actual 
figure,  Mr.  Henkle  testified,  as  shown  by  a  check  of  the  books 
covering  the  loading  or  unloading  of  352,896  cars  at  the  Chicago 
stock  yards  in  the  year  ended  with  November,  1920.  The  cost 
included  a  carrying  charge  on  land  and  buildings  owned  by  the 
company,  5  per  cent  on  the  value  of  the  land,  and  8  per  cent  on 
the  value  of  the  improvements,  but  nothing  for  profit. 

C.  C.  Chace,  auditor  for  the  company,  valued  the  land  de- 
voted to  the  business  of  loading  and  unloading  for  the  line-haul 
carriers  at  $2,900,000  and  for  the  improvements,  $720,000.  The 
cost  of  carrying  land  and  improvements  at  the  percentages  before 
mentioned  was  59  cents  a  car.  Mr.  Shaw  had  a  witness  ready 
to  testify  as  to  how  the  valuations  of  land  and  improvements 
were  made  if  anyone  present  should  express  a  desire  to  know 
that  fact  or  should  suggest  that  the  property  of  the  Union  Stock 
Yards  in  Chicago  was  not  worth  $3,620,000.  No  one  challenged 
that  valuation,  so  the  witness  was  not  put  on  the  stand. 

The  cost  of  loading  and  unloading  cars  of  live  stock  at  Kan- 
sas City  is  less  than  at  Chicago,  according  to  the  testimony  given 
by  W.  H.  Weeks,  president  of  the  Kansas  City  Stock  Yards  Com- 
pany. In  1920  the  cost,  ascertained  in  the  same  manner  as  the 
cost  at  Chicago  was  ascertained,  was  only  $1.768  per  car.  Mr. 
Weeks  went  into  an  elaborate  explanation  of  all  the  things  done 
by  the  stock  yards  company  in  getting  animals  into  and  out  of 


cars  after  they  had  been  set  at  the  loading  docks  of  the  Kansas 
City  Connecting  Railroad,  the  switching  road  which  brings  the 
cars  from  the  break-up  yard  of  the  13  line-haul  roads  entering 
Kansas  City  to  the  loading  docks.  Mr.  Weeks  did  not  include 
any  items  of  expense  arising  from  the  switching  of  cars  to  the 
points  of  loading  and  unloading,  because,  he  said,  those  items 
of  expense  were  not  chargeable  to  the  Stock  Yards  Company 
which,  alone,  performed  the  service  of  breaking  the  seals  on 
the  cars,  opening  them  and  driving  the  cattle  out  of  the  carrier 
equipment  to  the  pens  on  the  loading  dock,  whence  they  were 
taken  to  the  pens  in  the  stock  yards  if  the  consignee  was  not 
prepared  to  remove  his  freight  within  an  hour  or  two  after  it 
had  been  driven  out  of  the  cars. 

Kansas  City,  he  said,  was  the  greatest  stocker  and  feeder 
market  in  the  world.  Practically  one-third  of  the  animals  re- 
ceived there  are  sent  out  into  the  country  for  fattening.  Mr. 
Weeks  detailed  every  bookkeeping  operation  that  the  stock  yards 
company  performs  in  taking  care  of  the  different  grades  of  cattle, 
among  which  are  included  crippled  and  dead  ones.  By  reason 
of  the  fact  that  the  stock  yards  company  operates  two  carts  all 
the  time  for  carrying  crippled  or  "slow"  animals  away  from  the 
cars  or  loading  docks,  the  line-haul  carriers  are  saved  the  ex- 
pense of  paying  for  crippled  animals  that  probably  would  die  on 
the  loading  dock  but  for  the  services  of  those  ambulances.  He 
said  that  when  a  live  hog  of  about  200  pounds  weight  is  worth 
$22,  a  crippled  hog  of  the  same  weight  is  worth  $18  or  $19.  A 
dead  hogl  is  worth  from  $2  to  $3.50.  But  for  the  services  of 
the  ambulances  or  "crip"  carts  in  the  removal  of  crippled  ani- 
mals, the  line  haul  carriers  would  probably  have  to  pay  for  dead 
animals  in  90  per  cent,  if  not  more,  in  cases  of  animals  that 
have  been  crippled  in  transit.  That  loss,  he  said,  would  be  a 
considerable  item  of  expense  in  the  operation  of  the  carriers 
if  they  themselves  undertook  to  do  the  loading  and  unloading, 
because,  he  said,  they  would  not  have  the  organization  to  enable 
them  to  obtain  the  greatest  possible  salvage  value  of  the  animal. 

At  the  afternoon  session  of  March  18  J.  O.  Barkley  testified 
that  the  cost  at  St.  Joseph  was  $1.15  per  car;  F.  L.  Eaton  that  it 
was  $1.25  at  Sioux  City;  E.  Buckman  that  it  was  $1.20  at  Omaha; 
George  Eiler  that  it  was  $1.29  at  Oklahoma  City;  E.  R.  Henry 
that  it  was  $1.17  at  Fort  Worth;  D.  E.  Burke  that  it  was  $1.10  at 
Wichita,  and  E.  F.  Bisbee  that  it  was  $1.42  at  St.  Louis. 

The  higher  cost  alleged  to  be  incurred  at  Chicago  than  at  any 
of  the  other  large  cattle  markets  was  attributed  to  the  inclusion 
in  the  cost  study  at  Chicago  of  items  of  supervision  that  were 
not  included  in  the  studies  at  other  points 

C.  E.  Spens,  speaking  for  the  railroads,  said  they  had  agreed, 
after  examining  the  books  from  which  the  figures  were  taken, 
that  a  dollar  would  be  a  fair  allowance  for  the  service  of  unload- 
ing, performed  by  shippers.  As  to  the  Chicago  figures,  he  said 
the  railroads,  by  not  taking  exception  to  them,  did  not  wish  to 
be  understood  as  assenting  to  the  proposition  that  the  cost  at 
that  point  was  $2.33%  a  car.  Ralph  M.  Shaw  said  there  would 
not  be  any  effort  in  the  future  to  use  the  figures  as  showing  that 
they  had  been  accepted  in  this  hearing,  without  challenge.  He 
said  the  stock  yards  company  was  more  embarrassed  by  having 
to  put  its  figures  into  the  record  than  the  railroads  possibly  could 
be  because,  by  using  them  in  this  case,  they  inform  the  railroads 
of  their  side  of  the  case  without  being  advised  as  to  what,  if  any- 
thing, the  railroads  have  found  about  the  subject. 


FREIGHT  CAR  LIGHT  WEIGHTS 

The  American  Railway  Association,  in  a  circular  to  mem- 
bers, says: 

"The  attention  of  the  members  of  the  association  is  called 
to  the  great  importance  of  having  freight  equipment  bear  cor- 
rect light  weights  in  order  that  the  revenues  of  the  carriers,  as 
well  as  those  of  the  patrons  of  the  carriers,  may  be  properly 
safeguarded.  From  information  available,  there  appears  to  have 
been  no  great  activity  on  the  part  of  the  railroads  during  the 
past  four  years  to  carry  out  the  provisions  of  Car  Service  Rule 
No.  11  as  to  the  light  weighing  of  freight  cars. 

"This  subject  has  been  given  consideration  by  the  board 
of  directors  of  the  association.  The  board  recommends,  not- 
withstanding the  urgent  necessity  for  effecting  economies,  that 
the  present  appears  to  be  an  opportune  time  to  expedite  this 
work  by  reason  of  the  surplus  equipment  and  the  increased 
number  of  cars  at  home.  The  expense  involved,  in  the  opinion 
of  the  board,  will  be  fully  offset  by  increased  revenue  resulting 
from  the  use  of  correct  light  weights. 

"A  check  of  the  cars  on  one  railroad  during  1920  indicated 
that  70  per  cent  carried  light  weights  in  excess  of  the  actual 
and  that  the  reduction  in  light  weight  averaged  between  4  and 
5  per  cent.  If  the  same  conditions  exist  on  the  other  railroads, 
there  is  a  tremendous  loss  of  revenue  from  this  cause.  The 
board  of  directors  believes  that  uniform  action  should  be  taken 
by  the  railroads,  as  it  is  recognized  that  little  can  be  accom- 
plished by  independent  action  of  separate  railroad  companies. 

"Every  member  of  the  association  is  urged,  therefore,  to 
take  immediate  steps  to  carry  out  the  foregoing  recommenda- 
tion." 
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Decisions  of  Interstate  Commerce  Commission 


COAL  TO  ATLANTA 

The  Commission  has  discontinued  proceedings  in  I.  and  S 
No.  1244,  Coal  to  Atlanta  via  Cartersville  and  the  Western  & 
Atlantic  Railway,  opinion  No.  6685,  60  I.  C.  C.  509-10,  holding 
that  the  Louisville  &  Nashville  had  Justified  its  proposal  to 
change  the  routing  of  coal  from  mines  in  Kentucky  and  Ten- 
iit-ss  to  destinations  beyond  Cartersville,  which  applies  to  coal 
(N  siineil  to  Atlanta.  The  Atlanta  Freight  Bureau  protested,  on 
the  theory  that  the  change  of  routing  would  impose  higher 
charges  on  coal  for  delivery  in  Atlanta.  The  change  was  made 
because  the  L.  &  N.  has  acquired  trackage  rights  over  the  West- 
ern &  Atlantic  so  that  the  point  of  interchange  has  been 
changed,  the  L.  &  N.  thereby  obtaining  a  longer  haul,  and  avoid- 
ing the  necessity  for  absorbing  any  part  of  the  Southern's 
switching  charge  of  30  cents  per  ton  for  deliveries  beyond  a 
designated  point  of  interchange.  Prior  to  the  acquisition  of  the 
trackage  rights  the  L.  &  N.  absorbed  $2.50  per  car  of  the  South- 
ern's charge.  The  Commission  said  the  shipper  would  not  be 
required  to  pay  more.  The  L.  &  N.  will  obtain  more  by  the 
elimination  of  one  carrier  from  the  joint  haul. 

RATES  ON  FISH  OIL 

In  a  report  on  I.  and  S.  Nos.  1256  and  1271,  fish  oil,  carloads, 
St.  Mary's,  Ga.,  to  Ohio  and  Mississippi  River  crossings  and  to 
Xew  York  and  other  Atlantic  seaboard  points,  opinion  No.  6686, 
60  I.  C.  C.  511-14,  the  Commission  has  condemned  the  proposed 
increase  of  rates  on  fish  oil,  in  barrels  or  tank  cars,  from  St. 
Mary's,  Ga.,  to  the  northern  points  where  it  is  deodorized  and 
turned  into  soap  stock,  holding  that  there  was  no  justification  for 
making  the  rates  on  that  oil  from  St.  Mary's  higher  than  from 
Fernandina,  Fla.,  where  fish  oil  is  also  produced  and  shipped 
north  and  west.  The  Seaboard  Air  Line,  which  proposed  the  re- 
vision, said  it  desired  to  put  St.  Mary's  fish  oil  rates  on  the  same 
basis  as  other  rates  from  St.  Mary's,  which,  it  averred,  is  higher 
than  Fernandina.  The  commission  treated  the  case  as  one  of 
inability  of  the  Seaboard  and  its  short  line  connection,  Atlantic, 
Waycross  &  Northern,  to  agree  on  divisions.  The  divisions  to  the 
short  line  carrier,  on  the  higher  rates,  would  be  the  same  as  at 
present — namely,  8  cents  to  the  river  crossings  and  8.5  cents  to 
the  Atlantic  seaboard  points.  The  Commission  said  there  was 
no  justification  for  higher  rates  on  fish  oil  from  St.  Mary's  than 
from  Fernandina.  The  last-mentioned  place  is  on  a  branch  line 
of  the  Seaboard  slightly  more  distant  from  the  markets  than  St. 
Mary's.  Admitting  that  it  has  often  made  rates  from  branch 
line  points  higher  than  from  main  line  points,  the  Commission 
said  that,  in  this  instance  there  was  no  justification  for  pro- 
posing higher  rates  from  a  short  line  point  with  a  shorter  haul, 
than  from  a  branch  line  point  more  distant. 


ACID  FROM  HILLSBORO,  ILL. 

The  Commission,  in  a  report  on  I.  and  S.  No.  1259,  Acid 
from  Hillshoro,  111.,  to  Ohio  River  points,  opinion  No.  6699,  60  I. 
C.  C.  583-5,  held  that  the  carriers  had  justified  the  proposed 
cancellation  of  their  commodity  rate  of  20.5  cents  on  acid,  N.  O. 
I.  B.  N.,  from  Hillsboro,  111.,  to  Cincinnati,  Evansville,  and  Jef- 
fersonville,  leaving  in  effect  rates  of  29.5  cents  to  Cincinnati, 
23.5  cents  to  Evansville,  and  27.5  cents  to  Jeffersonville.  These 
rates  are  90  per  cent  of  the  fifth  class,  which  is  the  general  basis 
for  rates  on  acids  in  tank  cars  in  central  territory. 

Objection  was  made  by  the  American  Zinc,  Lead  &  Smelting 
Co.,  at  Hillsboro,  111.,  which  produces  sulphuric  acid  in  consid- 
erable quantities  as  a  by-product  in  its  production  of  spelter. 
It  contended  that  the  increases  in  and  of  themselves  would  make 
the  rates  unreasonable  and  unduly  prejudicial  to  the  complain- 
ant in  comparison  with  the  rates  from  Copperhill,  Tenn.,  where 
there  is  also  large  production  of  the  acid. 

The  Big  Four  defended  the  proposed  cancellation  on  the 
ground  that  the  low  rate  to  be  cancelled  was  kept  in  its  tariffs 
through  errors  for  more  than  two  years  after  the  reason  for  its 
publication  in  the  first  place.  The  low  rate  had  its  genesis  in 
the  competition  between  the  Big  Pour  and  the  Chicago  &  East- 
ern Illinois  for  traffic  moving  to  so-called  "green-line"  territory, 
which  is  part  of  the  Mississippi  Valley  territory.  The  C.  &  E.  I. 
put  in  a  proportional  rate  of  10  cents  from  Hillsboro  to  the  Ohio 
River  crossings,  in  April,  1917.  The  Big  Four  and  its  connec- 
tions followed  suit.  Under  the  various  decisions  allowing  ad- 
vances in  rates  since  the  Spring  of  1917,  the  rate  was  carried  up 
to  20.5  cents.  It  is  asserted  that,  by  reason  of  errors  in  tariff 
publication,  it  was  applied  locally,  although  the  rate  was  In- 
tended as  a  proportional. 

The  protesting  smelting  company  said  the  rates  resulting 
from  the  cancellation  would  place  it  at  a  disadvantage  in  the 
competition  between  itself  and  the  acid-makers  at  Copperhlll, 


because  the  Increase  In  the  eastern  district  locally  wan  40  per 
rent  and  33%  per  cent  Inter-territorially,  while  from  Copperhlll 
to  the  green  line  territory  the  Increase  was  only  26  per  cent. 

The  complainant  directed  attention  to  the  fact  that  there  are 
Interstate  rates  to  and  from  points  In  the  pastern  district  lower 
than  the  rates  that  would  result  from  the  cancellation.  The 
Commission  disposed  of  that  fact  by  saying  that  no  testimony 
had  been  offered  as  to  the  transportation  conditions  respecting 
those  rates.  Therefore,  It  said,  little  weight  could  be  given  it. 
As  to  the  charge  of  undue  prejudice,  the  Commission  said: 

"As  the  basis  proposed  to  be  made  effective  applies  generally 
in  this  territory  it  may  not  be  condemned  as  unreasonable  merely 
because  of  the  lower  basis  maintained  from  Copperhlll.  Nor  can 
undue  prejudice  be  predicted  upon  the  relative  adjustment  as 
respondent  does  not  participate  In  the  rates  from  Copperhill. 
While  the  rates  proposed  represent  a  marked  increase  over  the 
commodity  rate  at  present  applicable  to  Cincinnati  and  Jeffer- 
sonville, this  fact  should  not  bar  respondent  from  increasing  the 
present  rate,  if  it  is  unduly  low  or  creates  a  preferential 
adjustment." 


GRAIN  FROM  RIVER  CROSSING  TO  ARK. 

A  generally  adverse  finding,  without  prejudice,  has  been 
made  in  I.  and  S.  No.  1241,  Grain  from  Mississippi  and  Missouri 
River  Crossings  to  Arkansas,  opinion  No.  6700,  60  I.  C.  C.  586-9. 
The  Commission  held  that  the  proposed  increased  rates,  local 
and  proportional,  on  grain  and  grain  products  from  the  crossings 
of  the  two  rivers  (which  means  St.  Louis  and  Kansas  City 
chiefly)  and  related  points,  to  destinations  in  Arkansas,  had  not 
been  justified,  with  the  exception  of  increased  locals  from  Kansas 
City  and  points  taking  the  same  or  related  rates,  to  Arkansas 
City  and  Eudora. 

The  Commission's  decision  requires  the  carriers  to  cancel 
the  pcheclules  but  without  prejudice  to  their  filing  of  schedules 
that  will  be  in  harmony  with  the  decision  in  Arkansas  Jobbers 
find  Manufacturers'  Association  vs.  Director-General,  59  I  C.  C 
662,  decided  December  22,  1920,  in  which  the  Commission  fixed 
the  minimum  proportional  rates  from  St.  Louis,  Cairo  and  Thebes 
to  Little  Rock,  Pine  Bluff,  and  Fort  Smith  and  also  proportional 
rates  Irom  the  same  points  of  origin  to  a  number  of  destinations 
in  Arkansas.  Liberal  quotations  were  made  from  the  decision  in 
that  case  so  the  carriers,  if  and  when  they  undertake  to  file  new 
schedules  will  know  what  the  Commission  had  in  mind  in  telling 
them  to  observe  that  decision. 

Another  complaint,  No.  10592,  made  by  the  same  association 
is  pending  but  the  decision  in  this  suspension  proceeding  is 
without  prejudice  to  any  different  conclusion  that  may  be  an- 
nounced when  that  case  is  disposed  of. 


SULPHUR  AND  BRIMSTONE  RATES 

An  increase  in  the  rates  and  a  reduction  in  the  minimum 
on  ground  or  refined  sulphur  or  brimstone  will  follow  from  the 
Commission's  decision  in  I.  and  S.  No.  1252,  Sulphur  and  Brim- 
stone from  Louisiana  and  Texas  Points,  opinion  No.  6698,  60 
I.  C.  C.  579-82.  The  Commission  held  as  justified  a  proposal  to 
establish  a  minimum  of  40,000  pounds  on  the  refined  product, 
accompanied  by  a  rate  10  cents  higher  than  the  rate  on  crude 
sulphur,  the  minimum  on  which  remains  at  80,000  pounds,  on 
traffic  to  central  territory. 

The  grounds  of  justification  were  that  the  carriers  in  central 
territory  now  have  rates  on  crude  and  refined  sulphur  with  a 
spread  of  not  less  in  any  case  of  10  cents,  and  in  most  cases 
more  than  that  amount,  from  practically  all  refining  points  to 
all  destinations. 

Protest  was  made  against  the  proposal  by  refiners  or  grind- 
ers at  Texarkana  and  Lake  Charles.  There  is  a  refinery  at  Free- 
port,  Tex.,  but,  according  to  the  report,  it  made  no  objection  to 
the  proposal.  Refining  or  grinding  at  Texarkana  and  Lake 
Charles  is  done  on  transit  rates.  When  sulphur  from  the  mines 
In  Louisiana  and  Texas  came  into  the  market,  Sicily  was  the 
main  source  of  supply.  To  enable  the  American  mines  to  com- 
pete the  railroads  made  a  rate  of  nine  cents  to  New  Orleans  and 
the  railroads  beyond  held  their  rates  close  to  the  rates  made  on 
the  Sicilian  sulphur  from  the  ports.  The  nine  cent  rate  to  New 
Orleans  was  the  ocean  rate  from  Sicily.  The  railroads  west  of 
New  Orleans  took  that  as  their  division. 

At  that  time  only  crude  sulphur  moved  from  Louisiana  and 
Texas.  In  1911  a  refinery  was  established  at  Texarkana.  Tran- 
sit was  accorded  at  that  point  with  no  change  in  the  through 
rate.  Transit  was  given  at  Lake  Charles  In  1919. 

Application  for  a  lower  minimum  on  the  refined  sulphur 
brought  up  the  subject,  with  the  result  that  the  carriers  agreed 
to  the  lower' minimum  and  higher  rate.  The  protesting  refiners 
pointed  to  rates  from  Cody,  Wyo.,  which  they  said  were  on  a 
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lower  basis,  without  distinction  between  crude  and  refined,  the 
minimum  being  only  40,000,  or,  so  far  as  crude  is  concerned,  one 
half  the  minimum  applicable  on  sulphur  from  Texas  and  Louis- 
iana. They  suggested  that  the  failure  of  the  carriers  to  in- 
crease rates  from  Cody  would  accentuate  the  unduly  prejudicial 
situation  created  by  the  fact  that  there  is  no  distinction  between 
crude  and  refined  sulphur  from  Wyoming  to  Chicago  and  other 
points  where  there  is  competition,  and  that  the  minimum  is 
only  40,000  pounds.  The  Commission  pointed  out  that  the  rates 
from  Wyoming  are  not  controlled  by  the  respondents  and  fur- 
ther, that  according  to  the  testimony  of  the  protestants,  the 
movement  from  Cody  is  inconsequential. 


WATER  COMPETITIVE  LUMBER  RATES 

Water  competitive  rates,  so  called,  from  that  part  of  the 
country  from  southern  Virginia  as  the  northern  limit,  to  the 
limit  of  lumber  production  in  Florida  as  the  southern  end,  on 
lumber,  to  north  Atlantic  seaboard  territory,  will  not  be  cancelled 
on  the  showing  made  in  behalf  of  their  elimination  in  I.  and  S. 
No.  1240,  Water  Competitive  Rates  on  Lumber,  opinion  No.  6711, 
60  I.  C.  C.  643-51.  In  an  opinion,  written  by  Commissioner 
Daniels,  the  Commission  failed  to  treat  them  as  having  been 
caused  by  a  desire  to  meet  wate  competition.  It  regarded  them 
as  normal  rates  and  required  the  elimination  of  the  cancella- 
tion supplements. 

The  long  continuance  of  the  rates  seemed  to  be  the  controll- 
ing fact  moving  the  Commission  to  disapproval  of  the  proposed 
cancellation,  which  would  have  the  effect  of  restoring  what  the 
attorneys  for  the  southern  carriers,  who  assumed  the  burden 
of  the  defense,  called  the  normal  basis.  The  water-competitive 
rates  were  put  in  in  1898,  so  that,  for  a  generation,  they  have 
been  the  ones  under  which  the  lumber  interest  of  the  eastern 
part  of  southeastern  territory  has  been  operating.  The  pro- 
testants, both  in  the  north  and  in  the  southeast,  contended 
that  they  were  normal  rates  and,  in  support  of  that  proposition, 
they  made  comparisons  with  the  rates  from  the  southwest  and 
from  the  Mississippi  Valley  showing  that  they  were  higher  than 
the  rates  from  the  great  producing  territories  which  furnish  a 
large  percentage  of  the  lumber  used  in  the  Middle  West  and  a 
considerable  percentage  of  that  used  in  Atlantic  seaboard  terri- 
tory. In  disposing  of  the  case,  Commissioner  Daniels  said: 

"The  water  competitive  basis  of  rates  has  been  in  existence 
for  more  than  20  years.  It  has  been  freely  extended  over  a 
large  territory  to  a  considerable  portion  of  which  there  was 
never  any  water  competition,  and  adjustment  of  rates  with 
competing  lumber-producing  territories  have  been  made  with 
relation  to  the  water-competitive  basis.  While  undoubtedly 
water  competition  had  some  influence  upon  respondents'  original 
rates,  the  present  rates  and  earnings  thereunder  do  not  appear 
to  be  unreasonably  low.  The  increases  proposed  are  substan- 
tial. There  is  no  real  contention  on  the  part  of  respondents  that 
the  present  rates  are  unremunerative.  We  can  not  disregard  the 
fact  that  a  large  percentage  of  the  lumber  mills  in  the  south 
are  closed  down.  While  the  depressed  condition  of  the  lumber 
industry  would  not  of  itself  warrant  a  finding  that  respondents 
have  not  justified  the  proposed  increased  rates,  respondents  are 
required  to  show  by  clear  and  convincing  proof  that  the  pro- 
posed increased  rates  are  just  and  reasonable.  That  has  not 
been  done  and  we  find  that  respondents  have  not  justified  the 
increased  rates." 

The  proposed  cancellation  was  taken  to  have  been  instigated 
by  the  carriers  north  of  the  Virginia  gateways.  In  1917  they 
filed  a  fifteenth  section  permission  application  asking  permis- 
sion to  withdraw  as  participants  therein.  There  never  was 
formal  action  on  that  application  because  it  was  pending  when 
General  Order  No.  28  was  issued.  In  behalf  of  the  northern 
roads  it  was  testified  that  from  the  time  the  water-competitive 
rates  were  first  established  there  has  been  constant  pressure 
for  the  extension  of  the  territory  of  origin  or  of  destination, 
not  only  from  shippers  but  from  other  carriers  working  through 
Potomac  Yard,  Hagerstown,  Md.,  or  the  Ohio  River  crossings- 
that  as  early  as  1905  these  rates  had  resulted  in  such  embarrass- 
ment to  the  Pennsylvania  Railroad  that  in  September  of  that 
year  that  carrier  notified  the  southern  carriers  to  cancel  them' 
that  the  latter  carriers  were  not  then  in  favor  of  withdrawing  the 
rates,  and  they  were  not  canceled,  but  that  it  was  definitely 
agreed  that  the  territory  of  origin  should  be  "on  and  south  of 
the  main  line  of  the  Norfolk  &  Western  Railroad  and  all  points 
in  the  states  of  North  and  South  Carolina,  Georgia,  and  Florida"- 
that  many  times  subsequent  to  1905,  officials  of  the  Pennsylvania 
Railroad  have  considered  the  question  of  withdrawing  these 
rates;  and  that  in  1917  a  determined  stand  was  taken  to  have 
them  canceled. 


passenger  train  service  authorized  for  interstate  traffic  in  the 
Mountain-Pacific  group  in  Ex  Parte  74. 

In  the  group  in  which  Nevada  is  situated  the  Commission, 
in  Ex  Parte  74,  authorized  a  25  per  cent  increase  in  freight 
rates,  20  per  cent  in  passenger  fares  and  charges,  excess  baggage 
charges  and  rates  on  milk  and  cream  and  the  50  per  cent  sur- 
charge on  Pullman  travel.  The  Public  Service  Commission  of 
Nevada  denied  the  application  of  the  carriers  to  increase  the 
intrastate  rates  in  the  same  percentage  amounts  as  prescribed 
in  Ex  Parte  74  for  interstate  traffic  and  the  carriers  petitioned 
the  Commission  for  an  order  removing  the  alleged  discrimina- 
tion against  interstate  commerce  resulting  therefrom. 

Commissioner  Hall  said  the  evidence  showed  that  there 
were  no  traffic  or  transportation  conditions  in  the  state  of  Ne- 
vada which  justify  a  lower  basis  of  fares  for  intrastate  passen- 
ger transportation  than  for  interstate.  The  main-line  fares  in 
effect  prior  to  the  effective  date  of  the  interstate  increases  under 
Ex  Parte  74,  August  26,  1920,  were  on  the  basis  of  4  cents  a 
mile,  and  the  branch-line  fares  were  on  the  basis  of  5  cents 
a  mile.  The  interstate  fares  were  increased  20  per  cent  August 
26.  Mr.  Hall  said  the  record  did  not  warrant  a  finding  with 
respect  to  the  relationship  of  intrastate  and  interstate  commu- 
tation or  other  multiple  forms  of  tickets,  excursion,  convention, 
or  other  fares  for  special  occasions,  or  club-car  charges. 

"The  intrastate  movement  of  milk  and  cream  in  Nevada  is 
negligible,  and  no  evidence  was  offered  with  reference  thereto  " 
Mr.  Hall  said. 

"There  are  many  illustrations  of  record  as  to  the  manner 
in  which  the  through  interstate  rates  can  be  defeated  by  for- 
warding to  a  Nevada  point,  taking  delivery,  and  reshipping," 
said  he,  after  a  discussion  of  the  freight  rate  situation  in  Ne- 
vada. "This  is  not  always  practicable,  but  on  some  commodi- 
ties it  could  be  done  with  considerable  saving." 

Taking  up  the  ore  rates,  he  said  the  movement  of  ores  to 
Nevada  smelters  was  largely  intrastate,  and  that  the  Nevada 
mining  interests,  as  well  as  the  chairman  of  the  Nevada  com- 
mission, contended  that  the  mining  industry  could  not  stand  an 
increase  in  those  rates.  He  also  pointed  out  that  the  general 
manager  of  the  Tonopah  &  Goldfield  had  testified  that  his  road 
would  not  increase  the  ore  rates  even  if  the  Commission  should 
grant  authority  to  do  so.  The  Nevada  Northern,  the  other  prin- 
cipal ore-carrying  road  in  Nevada,  in  its  application  to  the  state 
commission,  excepted  rates  on  ore.  Mr.  Hall  said  the  respond- 
ent carriers  had  not  in  all  instances  increased  their  interstate 
rates  on  ore  as  permitted  in  Increased  Rates,  1920,  and  that  the 
record  did  not  warrant  a  finding  of  undue  prejudice  or  unjust 
discrimination  with  respect  to  the  intrastate  rates  on  ore. 

Discussing  evidence  submitted  by  the  Nevada  commission 
as  to  valuation,  Mr.  Hall  said: 

"The  Nevada  commission  submitted  evidence  showing  segre- 
gation of  value,  revenues,  and  expenses  for  the  state  of  Nevada 
and  the  systems  of  the  trunk  line  respondents  as  a  whole  with 
a  view  to  showing  that  their  mileage  in  Nevada  is  more  profit- 
able than  for  the  systems  as  a  whole.  Expenses  and  earnings 
were  allocated  on  a  somewhat  arbitrary  train-mile  basis.  In  its 
report  denying  the  carriers'  applications  for  increases  the  Nevada 
commission  found  that  $146,420,551.04  was  the  book  cost  value  of 
the  carriers'  property  in  Nevada.  In  Ex  Parte  74  the  aggregate 
value  fixed  by  us  is  said  by  the  Nevada  commission  to  result  in 
a  reduction  of  5.7  per  cent  from  that  claimed  by  the  carriers. 
Applying  5.7  per  cent  to  the  above  figure  we  have  $138,074,571.15. 
The  Nevada  commission  contends  that  the  fair  value  of  the 
carriers'  property  in  Nevada  is  $79,115,222.  Nothing  has  been 
submitted  in  support  of  this  figure,  which  seems  to  be  an  esti- 
mate of  that  commission  in  the  absence  of  any  valuation  made 
by  it.  To  go  to  the  full  extent  claimed  by  the  Nevada  commis- 
sion would  ultimately  result  in  breaking  up  each  group  fixed 
by  us  into  groups  bounded  by  state  lines.  In  Intrastate  Rates 
Within  Illinois,  59  I.  C.  C.  350,  we  said,  at  page  364: 

It  is  further  urged  that  in  Increased  Rates,  1920,  we  did  not  find 
the  value  of  any  railroad  property  in  the  state  of  Illinois  or  elsewhere 
m  the  eastern  or  western  groups  as  designated  in  that  report.  We 
were  directed  to  prescribe  rates  so  that  in  the  aggregate  they  would 
yield  a  certain  return,  as  nearly  as  may  be,  "upon  the  aggregate  value 
of  the  railway  property  of  such  carriers  held  for  and  used  in  the 
service  of  transportation."  We  understand  the  interstate  commerce 
act  to  require  us  to  determine  upon  a  valuation  for  the  total  property 
of  the  carriers  and  not  for  the  property  that  might  by  some  neces- 
sarily arbitrary  method  or  formula  be  assigned  to  interstate  traffic, 
and  that  is  the  course  we  followed  in  arriving  at  the  estimated  value 
used  in  Increased  Rates,  1920." 

The  Nevada  Transportation  Company,  operating  the  Eureka 
Nevada  Railway,  a  narrow-gauge  road,  was  excepted  from  the 
order,  as  to  passenger  fares,  excess  baggage  charges  and  the 
Pullman  surcharge. 


NEVADA  RATES,  FARES,  CHARGES         ABSORPTION  OF  ELECTRIC  SWITCHING 


Exempting  from  its  order  intrastate  rates  on  ore    milk  and 

;am.  the  Commission,  in  a  report  written  by  Commissioner 

No    fi7nno    fin1!9^4'  £evada  Rates'  Fares  and  Charges,  opinion 

nl  V     hC'uC'  623'39'  with  Commissioner  Eastman  dis- 

ting    directed    the   railroads    operating   in   Nevada   to   apply 

on  or  before  April  28  the  percentage  increases  on  freight  and 


In  a  report  written  by  Commissioner  McChord  on  No.  11020, 
National  Spring  &  Wire  Co.  et  al.  vs.  Grand  Rapids  &  Indiana 
et  al.,  opinion  No.  6695,  60  I.  C.  C.  564-8,  the  Commission  re- 
iterated that  steam  railroads  may  not  refuse  to  absorb  the 
switching  charges  of  electric  road  connections  without  laying 
themselves  liable  to  a  finding  of  unjust  discrimination  under 
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the  second  section  of  the  act,  and  the  imposition  of  an  order 
directing  the  removal  of  the  unjust  discrimination. 

The  complainants  In  this  case  are  shippers  whose  loading 
platforms  are  on  the  rails  of  the  Michigan  Railroad  Company, 
an  electric  line  operating  about  145  miles  of  track  In  south- 
western Michigan,  and  connecting  with  the  Pere  Marquette  at 
Grand  Rapids,  the  point  where  the  complainants  are  In  business. 
The  Pere  Marquette  refuses  to  absorb  the  switching  charge  of 
the  Michigan  Railroad,  on  either  inbound  or  outbound  ship- 
ments, on  the  ground  that  absorption  Is  an  evidence  of  reciprocal 
switching  arrangements  between  railroads  based  on  the  theory 
that  while  one  road  may  have  larger  terminals  at  one  point  and 
therefore  commands  more  business  at  that  point  than  its  con- 
nections, at  another  point  the  conditions  will  be  reversed,  so 
that  in  the  end  there  is  an  equalization  of  the  amounts  paid 
to  each  other.  In  other  words,  that  It  is  a  clearing  house  opera- 
tion in  which  the  Michigan  Railroad  would  give  less  than  It 
would  receive. 

The  railroads,  in  defending  themselves  against  the  charge 
brought  by  the  shippers  on  the  electric  line,  set  up  that  there 
is  no  competition,  at  Grand  Rapids,  between  the  complainants 
and  Industries  on  the  rails  of  the  Pere  Marquette.  In  other 
words,  that  there  was  no  possibility  of  a  third  section  case,  ex- 
cept possibly  a  few  pounds  of  freight  produced  by  a  flour  mill 
on  the  rails  of  the  Michigan  Railroad. 

McChord  pointed  out,  however,  that  section  2  Is  aimed  at 
prevention  of  discrimination,  by  railroads,  between  shippers  in 
a  given  switching  district,  regardless  of  whether  they  are  In 
competition  with  each  other  or  not,  where  the  service  is  under 
substantially  similar  circumstances  and  conditions.  He  said  the 
practice  against  which  the  complaint  was  aimed  was  clearly 
within  the  inhibition  of  the  second  section.  While  the  Michigan 
Railroad  was  not  named  as  one  of  those  hurt  by  the  refusal  of 
the  steam  line  carriers,  Mr.  McChord  said  that  the  steam  line 
carriers  absorb  for  each  other  charges  much  greater  than  those 
assessed  by  the  Michigan  Railroad  Company  for  its  switching 
services  at  Grand  Rapids. 

Aside  from  the  fact  that  the  Michigan  Railroad  is  operated 
by  electricity,  McChord  said,  there  did  not  appear  to  be  any 
substantial  difference  between  the  railroads.  The  Michigan 
Railroad  is  a  member  of  the  American  Railway  Association  and 
a  party  to  the  per  diem  agreement.  It  has  some  standard  freight 
cars  which  are  interchanged,  but,  of  course,  the  bulk  of  its  equip- 
ment is  electrically  equipped  box  cars  which  are  not  inter- 
changed. Its  interstate  traffic  is  carried  almost  exclusively  in 
cars  owned  by  the  steam  roads,  but  it  pays  per  diem  for  them. 


CLASS  RATES,  CAIRO  TO  S.  E.  MISSOURI 

In  a  report  on  No.  11483,  Cairo  Association  of  Commerce  vs. 
Butler  County  Railroad  Company  et  al.,  opinion  No.  6688,  60 
I.  C.  C.  519-22,  written  by  Commissioner  Daniels,  the  railroads 
are  ordered  to  remove  an  undue  prejudice  against  the  shippers  at 
Cairo  desiring  to  do  business  in  southeast  Missouri,  on  or  before 
June  25,  by  establishing  a  class  scale  no  higher  than  the  class 
rates  they  maintain  in  southeastern  Missouri,  plus  a  reasonable 
bridge  toll  through  the  Thebes  gateway.  The  Commission  found 
the  class  rates  from  Cairo  to  southeast  Missouri  to  be  not  un- 
reasonable but  unduly  prejudicial  against  Cairo  because  and 
to  the  extent  that  they  exceed  the  rates  in  southeast  Missouri 
plus  a  reasonable  bridge  toll  through  the  Thebes  crossing. 

The  order  permits  the  carriers  to  eliminate  the  scale  of 
class  rates  prescribed  by  the  Missouri  commission,  because  it 
is  in  the  alternative.  At  the  hearing  the  carriers  admitted  the 
undue  prejudice  and  complainants  said  that  a  reasonable  scale 
for  application  in  the  territory  under  consideration  would  be  the 
scale  prescribed  by  the  Commission  in  the  Memphis-Southwest- 
ern Investigation,  55  I.  C.  C.  515,  plus  the  addition  of  a  toll 
for  the  Thebes  crossing.  The  complainants  contended  for  a  toll 
based  on  the  Bird's  Point  crossing  but  the  Commission  would 
not  hear  that  suggestion  because  no  freight  is  moved  through 
the  Bird's  Point  crossing  and  has  not  been  since  the  river  in- 
clines, where  freight  was  transferred,  were  washed  away  in  1914. 

The  Missouri  commission  was  given  an  opportunity  to  be 
heard  in  this  case  but  took  no  notice  of  it,  although  the  attack 
was  made  upon  the  scales  prescribed  by  it. 

The  territory  involved  is  that  lying  on  and  south  of  the 
line  of  the  St.  Louis-San  Francisco  from  Cape  Girardeau  through 
Mingo  and  Williamsville  as  far  west  as  Willow  Springs.  The 
counties  embraced  in  that  territory,  in  1910,  had  a  population 
of  180,000. 

CULVERTS  AND  CULVERT  PIPE 

The  Commission,  in  an  opinion  written  by  Commissioner 
Ford  on  No.  10981,  Gallon  Iron  Works  &  Manufacturing  Co.  vs. 
C.  C.  C.  &  St.  L.  et  al.,  opinion  No.  6687,  60  I.  C.  C.  515-8,  has 
held  the  rates  on  cast-iron  culvert  pipe  or  culverts  from  Gallon, 
Ohio,  to  points  in  Oklahoma,  Kansas,  and  Nebraska  to  be  neither 
unjust,  unreasonable  nor  otherwise  unlawful  The  complainant 
contended  that  the  culverts  or  culvert  pipe  were  entitled  to  the 
commodity  rate  on  cast  iron  pipe,  or  in  the  alternative,  that  if 


it  was  held  that  they   were  properly  rated  at  fifth  clans,  then 
that  the  fifth  class  rate  was  unreasonable. 

The  Commission  held  that  culvert  pipe  la  not  cant  Iron  plp« 
as  that  term  in  used  and  that  It  la  properly  rated  at  fifth  class. 
The  rates  on  cast  Iron  pipe  to  the  southwest  are  below  fifth 
on  account  of  the  competition  pipe  manufacturers  met  In  Texan 
when  there  was  a  plant  at  Rust  and  pipe  was  brought  In  from 
the  east  by  water  into  Texas  territory.  Inasmuch  as  Oklahoma, 
Nebraska  and  Kansas  are  intermediate  on  many  routes  to  Texas, 
from  the  points  of  production  of  cast  Iron  pipe,  the  low  rates 
to  Texas  were  extended  to  the  Intermediate  territory. 


RATE   ON   COTTONSEED 

A  finding  of  unreasonableness  and  an  order  of  reparation 
have  been  made  in  No.  11500,  Empire  Cotton  Oil  Co.  vs.  N.  C. 
&  St.  L.  et  al.,  opinion  No.  6683,  60  I.  C.  C.  505-6.  as  to  rates 
on  cottonseed  of  31.5  and  29  cents,  from  Somerville,  Tenn.,  to 
Atlanta,  in  November,  1919.  After  the  movement  the  carrier 
established  its  distance  scale  rates  for  distances  in  excess  of 
475  miles  at  22.5  cents.  The  shipments  in  question  were  for 
a  longer  distance,  hence  the  class  N  rates  were  applied.  Rep- 
aration is  to  be  made  to  the  basis  of  the  subsequently  established 
rate. 


RATE   ON    BITUMINOUS  COAL 

The  Commission  has  dismissed  No.  11376,  Robinson  Clay 
Products  Co.  vs.  Wheeling  &  Lake  Erie  et  al.,  opinion  No.  6680, 
60  I.  C.  C.  499-500,  holding  that  the  rate  of  $1.10  on  29  carloads 
of  soft  coal  shipped  from  Sugar  Creek,  O.,  to  Parral,  O.,  in  the 
spring  of  1918  was  not  unreasonable,  although  later  the  rate  was 
reduced  to  80  cents.  The  higher  rate  was  composed  of  two 
factors  of  55  cents.  The  lower  rate  is  a  joint  rate. 


RATE  ON  COAL-TAR  NAPHTHA 

An  award  of  reparation  based  on  a  finding  of  unreasonable- 
ness against  a  rate  of  9  cents  on  coal-tar  naphtha  from  the 
Ontario  street  station  to  the  Point  Breeze  station  in  Philadel- 
phia has  been  made  in  No.  11400,  Atlantic  Refining  Co.  vs. 
Pennsylvania  Railroad  et  al.,  opinion  No.  6684,  60  I.  C.  C.  506-8. 
Reparation  is  to  be  made  to  the  basis  of  4.5  cents,  which  was 
and  is  the  rate  on  petroleum  naphtha  between  the  same  points. 
The  Pennsylvania  defended  the  imposition  of  the  class  rate  on 
this  movement  of  coal-tar  naphtha  on  the  ground  of  its  being 
a  sporadic  movement,  although  the  service  was  exactly  the  same 
as  that  which  would  have  been  given  on  petroleum  naphtha. 


RATE   ON   CRUDE    DOLOMITE 

A  rate  of  $2.40  a  ton  on  crude  dolomite,  from  Union  Stone 
Co.,  Pa.,  to  Midland,  Pa.,  in  effect  in  October  and  November, 
1918,  was  condemned  as  unreasonable,  and  reparation  was 
awarded,  in  a  report  on  No.  11537,  Pittsburgh  Crucible  Steel 
Co.  vs.  Pennsylvania  et  al.,  opinion  No.  6682,  60  I.  C.  C.  503-4. 
Reparation  is  to  be  made  to  the  subsequently  established  rate 
of  $1.90. 


ALLOWANCE  FOR  SPOTTING 

A  finding  of  unreasonableness  has  been  made  in  No.  11105, 
United  Chemical  and  Organic  Products  Company,  et  al.  vs.  Indi- 
ana Harbor  Belt,  et  al.,  opinion  No.  6687,  60  I.  C.  C.  523-6,  based 
on  the  failure  of  the  first  named  defendant  to  do  the  spotting 
or,  in  lieu  thereof,  make  an  allowance  to  the  principal  defendant, 
for  all  services  performed  by  the  complainant  from  February 
1,  1917,  to  March  26,  1920,  the  day  the  complaint  was  brought. 
The  finding  does  not  cover  the  B.  &  O.,  Chicago  Terminal,  or 
Michigan  Central,  other  defendants  which  serve  the  complaining 
company. 

When  the  chemical  company  files  a  statement  as  to  the  num- 
ber of  cars  switched  and  spotted,  the  Commission,  according 
to  the  promise  made  in  a  report  written  by  Commissioner 
Daniels,  will  consider  the  entry  of  an  order  awarding  reparation. 
The  exact  language  of  the  promise  is:  "Upon  receipt  of  such 
a  statement,  the  entry  of  an  order  awarding  reparation  will  be 
considered." 

The  finding  of  damage  is  predicated  on  a  finding  that  un- 
reasonable charges  were  exacted  because  the  belt  road  neither 
spotted  nor  made  an  allowance  during  the  period  mentioned. 
At  the  hearing  it  professed  a  willingness  to  do  the  spotting  but 
the  complainant  prefers  to  do  its  own  spotting  because  It  can 
do  it  more  efficiently  and  more  economically. 

At  the  hearing  it  was  admitted  that  in  the  fall  of  1917  an 
official  of  the  belt  road  negotiated  with  the  complainant  for  the 
performance  of  the  spotting  by  the  chemical  company.  The 
belt  road  furnished  the  complainant  blanks  on  which  to  keep 
cost  figures  so  as  to  know  what  would  be  a  reasonable  allowance. 
The  Railroad  Administration  refused  to  carry  out  the  arrange- 
ment, which,  of  course,  was  not  reduced  to  writing  and  the 
existence  of  which  could  be  proved  only  by  parole  evidence. 
That  was  sufficient  for  Mr.  Daniels  to  hold  that  the  belt  road 
had  hired  the  complainant  to  perform  the  spotting  service  it 
was  obligated  under  its  tariffs  to  perform  for  the  complainant. 

The   principal   complainant,   in   doing   that   spotting   work, 
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made  no  distinction  between  the  cars  consigned  to  it  and  those 
consigned  to  the  Central  Chemical  Company,  the  plant  of  which 
is  alongside  its  own.  The  Central  Chemical  Company,  since 
February  2,  1920,  has  been  a  subsidiary  of  the  United  Chemical 
and  Organic  Products  Company.  Mr.  Daniels  limited  the  find- 
ing of  unreasonableness  so  as  to  exclude  cars  spotted  for  the 
Central,  prior  to  February  2,  1920,  the  date  of  its  acquisition  by 
the  principal  complainant. 


LUMBER  RATE  WAR? 

The  Traffic  World  Washington  Bureau 

As  near  a  rate  war  as  it  is  believed  can  be  started  under 
the  interstate  commerce  law  as  it  is,  has  been  begun  by  the 
transcontinental  lines  in  behalf  of  the  supposedly  languishing 
lumber  industry  of  the  Pacific  coast,  California  as  well  as  the 
Pacific  northwest.  The  Transcontinental  Freight  Bureau,  as  has 
been  stated,  has  received  sixth  section  permission  to  "equalize" 
rates  via  the  Missouri  River  crossings,  Omaha  and  south,  so 
that  St.  Paul  will  not  have  an  advantage.  Countiss  has  been 
authorized  to  disregard  the  technicalities  of  Tariff  Circular 
18-A,  paragraphs  9  (a)  and  9  (e),  pertaining  to  the  amount  of 
supplemental  matter,  so  as  to  make  effective  changes  in  rates 
which,  instead  of  amounting  to  a  mere  equalization,  will  bring 
about  a  reduction  of  rates  from  the  Pacific  northwest  to  Chi- 
cago, via  all  gateways,  from  80  to  73  cents  per  100  pounds,  and 
not  merely  via  Omaha  and  the  lower  Missouri  crossing. 

According  to  the  understanding  now  had,  there  will  be  no 
equalization  except  on  some  local  rates  to  St.  Paul  and  Omaha 
which  are  of  insignificance  in  comparison  with  the  rate  to 
Chicago. 

At  the  time  this  was  written  the  eastern  roads  had  shown 
no  signs  of  interest  in  the  move  of  the  transcontinental  lines. 
The  southwestern  lines,  however,  were  obligated  to  meet  with 
southern  lumber  interests  at  St.  Louis  March  22.  The  object 
of  the  meeting  was  not  announced  in  connection  with  the  notice 
that  there  would  be  such  a  gathering  but  the  understanding 
was  that  the  action  of  the  transcontinental  lines  would  be  taken 
up.  That  understanding  grew  out  of  the  fact  that  the  notice 
of  the  meeting  was  circulated  in  connection  with  the  announce- 
ment of  the  intention  of  the  transcontinental  lines  to  "equalize" 
St.  Paul  and  Omaha  from  the  Pacific  northwest. 

More  significant,  however,  than  the  action  of  the  roads  us- 
ing Countiss's  agency  as  a  medium,  it  is  believed,  is  an  an- 
nouncement by  the  Southern  Pacific  of  the  publication  of  a 
rate  of  73  cents  from  Pacific  Coast  points  to  New  York  via  the 
Morgan  line  of  steamships,  through  Galveston. 

That  means  a  restoration  of  the  old  situation  in  which  the 
Southern  Pacific,  having  no  rails  east  of  Chicago,  made  rates 
to  and  from  New  York  the  same  as  the  rates  made  by  the  Santa 
Fe,  also  without  rails  east  of  Chicago,  from  Chicago.  Stated 
in  another  way,  the  old  situation  was  that  the  Santa  Fe,  having 
no  rails  east  of  Chicago,  always  made  rates  from  Chicago  as 
low  as  its  competitor  might  make  from  New  York  via  its  boat 
line  to  Gulf  ports,  or  via  the  all-rail  routes  through  Chicago. 

The  Southern  Pacific  having  taken  the  public  initiative,  in 
the  matter  of  rates  on  lumber  via  the  Gulf  ports,  the  Santa  Fe 
is  expected  to  make  similar  arrangements  in  connection  with 
the  Mallory  line.  It  is,  however,  so  long  since  the  rate  moves 
of  the  two  were  so  nearly  synchronized,  that  it  may  not  be  safe 
to  suggest  that  the  73  cent  rate  may  be  made  in  connection 
with  the  Mallory  line.  But  those  who  remember  pre-war  days 
cannot  think  otherwise  than  that  the  Santa  Fe  will  counter  the 
move  of  the  Southern  Pacific  in  the  usual  way. 

In  language,  the  Countiss  move  which  results  in  a  reduc- 
tion of  seven  cents  at  Chicago  and  other  points,  is  an  "equaliza- 
tion" and  nominally  a  satisfaction  of  the  complaint,  No.  11866, 
Omaha  Chamber  of  Commerce  vs.  North  Pacific  Terminal  Lines, 
in  which  that  organization  asked  the  Commission  to  put  Omaha 
on  a  footing  of  equality  with  St.  Paul,  not  in  the  matter  of  rates 
to  Chicago,  but  in  rates  to  the  Omaha  market.  But  to  "avoid 
increasing  the  difference  at  present  existing,"  said  Countiss,  in 
his  application  for  permission  to  publish  the  new  rates  on  short 
notice,"  between  the  rates  to  Missouri  River  points  and  rates 
to  Chicago  and '  Mississippi  River  points,"  the  rates  to  Sioux 
City,  Omaha,  Kansas  City,  and  Mississippi  River  points  were 
brought  down  to  the  basis  of  the  local  rates  to  St.  Paul,  the  re- 
sult being  a  reduction  at  Chicago  of  seven  cents,  via  all.  gate- 
ways, and  not  merely,  as  first  reported,  via  the  lower  Missouri 
river  crossings. 

The  special  permission  issued  by  the  Commission  (No. 
52,200),  dated  March  15,  is  a  highly  technical  matter  authorizing 
rules  so  as  to  bring  about  the  reduction  before  April  21.  On 
that  day  a  re-issue  of  the  tariffs  at  the  existing  rates  would 
become  effective,  in  the  course  of  the  routine  publication  of 
tariffs.  In  that  re-issue,  matter  published  in  prior  supplements 
would  be  brought  forward. 

To  enable  Countiss  to  accomplish  the  reductions,  it  was 
necessary  to  authorize  him  to  publish  what  is  known  as  a  bridge 
supplement,  the  effect  of  which  would  be,  not  to  bring  forward 
the  supplemental  matter  the  routine  calls  forward,  but  the 
"equalized"  rates,  which,  to  the  shipper  who  knows  nothing 


about  the  technicalities  of  tariff  publications,  means  the  reduced 
rates. 

The  final  attitude  of  the  southwestern  lines,  which  had  the 
meeting  at  St.  Louis  with  the  southern  lumbermen  on  March 
22,  will  be  a  great  factor  in  the  matter.  An  informal  conference 
had  been  held  prior  to  that  time  between  the  southeastern  lines 
and  the  hardwood  lumbermen  in  which  the  action  of  the  trans- 
continental lines  was  discussed.  The  southeastern  lines,  it  is 
understood,  took  the  position  that  they  would  not  make  any  re- 
duction in  rates  unless  and  until  the  shippers,  of  hardwood  lum- 
ber in  this  instance,  could  prove  to  them  that  the  freight  rates 
were  keeping  the  lumbermen  out  of  markets.  That  attitude  is 
based  on  the  assumption  of  nearly  all  railroad  traffic  managers 
that  commercial  conditions  are  not  due  to  freight  rates;  that 
there  would  be  a  depression  in  business  even  if  the  rates  had 
not  been  raised  last  August,  and  that  it  would  be  hazardous 
for  them  to  make  reductions  unless  it  could  be  shown  that  the 
rates  were  preventing  the  resumption  of  business. 

From  what  was  learned  as  to  the  attitude  of  the  south- 
eastern lines  it  was  assumed  that  the  southwestern  would  be 
stiff-necked  against  any  suggestions  from  the  southern  pine  men 
that  the  reduction  of  seven  cents  in  the  rate  from  the  Pacific 
coast  would  or  could  make  any  material  difference  in  market 
conditions,  especially  in  view  of  the  wide  spread  between  the 
prices  in  the  market,  on  some  kinds  of  rough  and  finished  lumber. 
In  some  instances,  it  was  pointed  out,  that  difference  was  as 
much  as  $60  per  thousand  feet.  Assuming  that  a  thousand  feet  of 
lumber  weighs  3,000  pounds,  the  difference  of  $2.10  per  thou- 
sand in  feet  in  the  rates,  it  was  suggested,  would  not  be  a 
controlling  factor. 

It  was  the  understanding  in  Washington,  before  the  meeting 
in  St.  Louis,  that  the  southern  lumbermen  would  insist  that, 
under  Ex  Parte  No.  74,  it  was  the  duty  of  the  railroads  to  re- 
store relationships.  It  was  also  the  understanding  that  the  rail- 
roads would  retort  that  the  reduction  of  seven  cents  to  Chicago 
was  a  move  in  that  direction  and  that  the  Pacific  coast  lumber- 
men might  contend  that  they  were  entitled  to  a  still  greater 
reduction,  to  the  end  that  there  might  be  a  nearer  restoration 
of  relationship,  if  any  such  existed,  prior  to  August  26,  1920. 

Another  factor  of  uncertain  weight  will  be  introduced  when 
the  California  lines  reduce,  as  it  has  been  reported  they  will, 
the  rates  on  lumber  from  California  points  to  Mississippi  River 
crossings  to  the  figures  now  carried  from  the  north  coast  points. 
For  years,  California  rates  have  been  five  cents  higher  than 
north  coast  points.  The  carriers  several  years  ago  tried  to  make 
the  rates  from  the  Humboldt  Bay  region  ten  cents  above  the 
rates  from  San  Francisco  Bay  points,  but  the  Commission  held 
that  their  effort  had  not  been  justified  and  required  the  cancella- 
tion of  the  supplements  proposing  that  basis.  The  order  in  that 
case  was  issued  while  the  law  limited  orders  of  the  Commission 
to  two  years.  The  two-year  period  will  soon  expire  and  the  ques- 
tion is  as  to  whether  the  carriers  will  renew  their  effort  in  that 
direction  or  allow  the  Humboldt  Bay  rates  to  remain  the  same 
as  rates  from  other  California  points  of  origin,  thereby  increas- 
ing the  competition,  if  any  when  considerable  volume  is  carried 
on  any  of  the  rates. 

MINOR   COMMISSION    ORDERS 

The  Commission  has  modified  its  orders  in  No.  11014,  Mur- 
ray &  Layne  Company  vs.  Southern  Pacific  and  Director-General, 
to  become  effective  May  1  instead  of  April  1. 

Complainant's  petition  for  rehearing  of  No.  10450,  Hanover 
Creamery  Company  et  al.  vs.  Pennsylvania  et  al.,  has  been  de- 
nied. 

The  Commission  has  denied  complainant's  petition  for  re- 
hearing of  No.  10752,  Wharton  Steel  Company  vs.  Central  Rail- 
road of  New  Jersey. 

The  Keokuk  Chamber  of  Commerce  has  been  permitted  to 
intervene  in  No.  12006,  Keokuk  &  Hamilton  Bridge  Co.  vs. 
Wabash  et  al. 

The  Illinois  Coal  Traffic  Bureau  has  been  permitted  to  inter- 
vene in  No.  12259,  Sargeant  Coal  Co.  et  al.,  vs.  Evansville,  Subur- 
ban &  Newburgh  Ry.  et  al. 

The  Commission  has  reopened  Nos.  7924,  Independent  Co- 
operative Lumber  Co.  vs.  Louisiana  Western  R.  R.  et  al.,  and 
8498,  Same  vs.  Abilene  &  Southern  Ry.  et  al. 

Complainant's  petition  for  rehearing  of  No.  10739,  Central 
Iron  &  Steel  Company  vs.  Pennsylvania  et  al.,  has  been  denied. 

TIDEWATER  SOUTHERN   BONDS 

The  Tidewater  Southern  Railway  Company,  San  Francisco, 
Calif.,  has  applied  to  the  Commission  for  authority  to  issue 
$49,000  of  6  per  cent  bonds  to  be  used  as  security  for  the  pay- 
ment of  a  promissory  note  of  like  amount  to  the  First  Federal 
Trust  Company  of  San  Francisco.  The  proceeds  from  the  note 
are  to  be  used  for  the  purchase  of  a  60-ton  electric  locomotive 
from  the  General  Electric  Company.  The  road  has  but  one  elec- 
tric locomotive  which  can  not  haul  all  the  freight  offered  for 
transportation,  the  applicant  states. 


March  26,  1921 


THE    TRAFFIC     WORLD 


655 


Tentative  Reports  of  the  Commission 


RATES  ON  GASOLINE,  ETC. 

An  order  of  dismissal  has  been  recommended  by  Examiner 
F.  E.  Early  in  a  tentative  report  on  No.  11266,  Standard  Oil  Com- 
pany (Kentucky)  vs.  Director  General,  Alabama  &  Vlcksburg 
et  al.,  on  a  holding  that  the  rates  on  gasoline  and  reflned  oils,  be- 
tween August  1,  1918,  and  January  28,  1919,  carloads,  from  Wood 
River  and  East  St.  Luis,  111.;  Louisville,  Baton  Rouge,  Savannah, 
Jacksonville  and  Port  Tampa  to  destinations  in  Kentucky,  Missis- 
sippi, Alabama,  Georgia  and  Florida  were  not  unreasonable.  He 
recommended  a  further  finding  that  the  complainant  had  not 
shown  itself  to  have  been  damaged  by  reason  of  the  alleged  un- 
due prejudice. 

This  complaint  was  based  on  the  theory  that,  in  the  period 
mentioned,  it  was  unduly  prejudicial  because  the  railroads  in  the 
southeast  did  not  put  into  effect  rates  made  in  conformity  with 
Freight  Rate  Authority  No.  96,  which  directed  the  federally  con- 
trolled lines  to  commute  the  25  per  cent  increase  in  rates  on 
petroleum  and  its  products,  to  a  specific  advance  of  4.5  cents  per 
100  pounds. 

The  President  could  not  prescribe  rates  for  non-controlled 
lines.  The  controlled  lines  in  the  southeast  delayed  obeying 
Freight  Rate  Authority  No.  96  until  they  could  make  arrange- 
ment with  the  non-controlled  roads  for  putting  the  commuted 
rates  into  effect.  Therefore,  on  many  lines  in  the  south,  the  com- 
muted rates  did  not  go  into  effect  until  the  winter  of  1918-19. 
The  Standard,  which  at  first  opposed  the  commutation,  but  finally 
agreed  to  it,  filed  this  complaint  with  a  view  to  having  reparation 
made  to  it  to  the  basis  of  the  commuted  rates.  The  examiner 
thinks,  however,  that  the  Commission  should  deny  that  prayer. 

PETROLEUM  AND  PRODUCTS 

In  a  tentative  report  on  No.  11689,  Standard  Oil  Company 
(Kentucky)  vs.  Director-General,  Alabama  Great  Southern  et  al., 
Examiner  John  H.  Howell  has  recommended  findings  that  the 
joint  rates  on  petroleum  and  its  products  from  Baton  Rouge, 
La.,  to  Athens,  Ala.,  and  Beaver  Dam,  Flemingsburg  and  Elkton, 
Ky.,  during  the  periods  after  June  25,  1918,  to  the  dates  when 
rates  were  changed  to  conform  with  the  commutation  of  4.5 
cents  per  100  compromise  amendment,  were  not  unjust  or  unrea- 
sonable, but  that  the  joint  rate  on  the  same  commodities  from 
Baton  Rouge  to  Bowling  Green,  Ky.,  in  effect  from  October  29, 
1918,  to  June  28,  1919,  was  unreasonable  to  the  extent  that  it 
exceeded  42  cents;  that  the  combination  rates  on  the  same  com- 
modities in  effect  between  the  same  points,  during  the  same 
periods,  via  routes  in  connection  with  either  the  Alabama  & 
Vicksburg  or  the  New  Orleans  &  Northeastern,  or  both,  were 
reasonable,  and  that  the  establishment  of  joint  rates  via  such 
routes  is  not  required  in  the  public  interest  and  that  reparation 
should  be  made  on  the  traffic  to  Bowling  Green  to  the  extent 
that  the  rates  exceeded  42  cents.  The  examiner  recommended 
a  denial  of  fourth  section  relief  as  to  rates  to  points  interme- 
diate between  Baton  Rouge  and  Bowling  Green  higher  than 
the  rates  to  Bowling  Green. 


CHARGE  FOR  INTERCHANGE  SERVICE 

An  interchange  service  is  an  interchange  service  no  matter 
where  it  may  be  performed  and,  carriers  having  elected  to  in- 
terchange traffic  at  a  given  place,  the  charges  therefor  must  be 
reasonable.  The  Pennsylvania  and  the  Reading  having  elected 
to  interchange  traffic  at  Downington,  Pa.,  Examiner  John  A. 
McQuillan,  in  a  report  to  the  Commission  on  No.  11760,  Frank 
P.  Miller  Paper  Co.  et  al.  vs.  Pennsylvania  Railroad  Company, 
has  recommended  a  finding  that  a  charge  of  $7  a  car  and  56 
cents  per  ton  for  interchanging  inbound  traffic  at  Downingtown 
was  and  is  unreasonable  to  the  extent  that  it  exceeded  and  ex- 
ceeds 56  cents  a  ton- — in  other  words,  that  a  reasonable  charge 
would  be  one  from  which  the  $7  a  car  factor  was  omitted. 

During  federal  control  there  was  an  inbound  and  outbound 
interchange  of  $5  a  car,  with  the  charge  absorbed  by  the  carrier 
having  the  line-haul,  if  the  revenue  amounted  to  $15  a  car  or 
more.  The  complainants  desired  the  continuance  of  the  ar- 
rangement but  the  examiner  quoted  the  law,  established  in  other 
cases,  which  is  that  the  Commission  cannot  compel  an  inter- 
change because  that  would  be  doing  indirectly  what  the  law 
forbids  it  to  do  directly— namely,  compelling  a  carrier  to  short- 
haul  itself.  He  pointed  out  that  if  it  could  compel  the  carriers 
to  make  such  arrangements,  the  Reading,  by  publishing  an  ab- 
sorption tariff,  could  draw  traffic  from  the  rails  of  the  Penn- 
sylvania at  Downingtown,  thus  effectively  short-hauling  it  to 
competitive  points. 

The  Pennsylvania,  which  assumed  the  burden  of  defending 
the  practice,  said  it  imposed  the  charge  on  the  theory  that  the 
service  was  practically  a  reconsignment;  that  the  $7  was  for  the 


reconsignment  service  and  the  56  cents  per  ton  HH  the  charge 
for  the  transfer  by  engine,  from  Its  own  rails  to  the  rails  of  the 
Reading. 

The  charge,  the  Pennsylvania  testified,  tended  to  make  those 
billing  stuff  to  Downingtown  route  it  properly  if  the  stuff  was 
for  Reading  delivery.  Proper  routing  would  cause  the  traffic 
to  be  interchanged  at  junctions  outside  of  Downingtown. 

Ninety  per  cent  of  the  traffic  of  Downingtown  Is  handled 
by  the  Pennsylvania.  The  land  at  Downingtown  is  so  held  that 
no  industry  there  is  able  to  have  a  track  to  both  carriers  serving 
that  city. 

The  findings  recommended  by  McQuillan  are  that  the  failure 
of  the  defendants  mutually  to  provide  for  absorption  of  inter- 
change charges  was  not  unreasonable  or  unjustly  discriminatory 
or  unduly  prejudicial,  and  that  the  failure  of  the  defendants 
to  Interchange  outbound  traffic  at  Downingtown,  and  provide 
charges  therefor,  was  not  unreasonable,  unjustly  discriminatory 
or  unduly  prejudicial. 


ICE,  MISSOURI  TO  OKLAHOMA  CITY 

A  finding  of  unreasonableness,  an  award  of  reparation,  and 
an  order  prescribing  rates  on  ice  for  the  future,  have  been  made 
by  Examiner  Harris  Fleming  in  a  tentative  report  on  No.  11943. 
Capital  City  Ice  and  Storage  Co.  vs.  St.  Louis-San  Francisco, 
in  which  the  complainant  attacked  as  unreasonable  rates  on  21 
carloads  of  ice  shipped  in  July  and  August,  1920,  from  Carthage 
and  Joplin,  Mo.,  to  Oklahoma  City,  at  rates  ranging  from  15  to 
28  cents.  The  legally  applicable  rates  were  the  class  E  distance 
rates  of  26.5  and  28  cents.  Undercharge  bills  were  rendered 
but  they  have  not  been  paid.  During  the  months  in  which  the 
ice  involved  in  this  complaint  was  moved  the  carrier  had  in 
effect  a  distance  scale  carrying  rates  on  ice  substantially  the 
same  as  the  rates  on  ice  in  the  Commission's  Shreveport  scale. 
There  were  some  lower  rates  in  the  same  general  section  of 
the  country. 

The  examiner  came  to  the  conclusion  that  a  rate  of  13  cents 
would  have  been  reasonable  at  the  time  of  the  shipments  and 
that  that  rate,  increased  35  per  cent  in  accordance  with  the 
Commission's  finding  in  Ex  Parte  No.  74,  would  be  reasonable 
for  the  future.  An  order  requiring  the  establishment  of  that 
rate  (17.5  cents)  was  also  recommended  by  the  examiner. 


NATCHEZ  VS.  LA.  AND  ARK. 

A  number  of  modifications  of  the  Commission's  order  in 
No.  8845,  Natchez  Chamber  of  Commerce  vs.  Louisiana  & 
Arkansas  have  been  recommended  by  Examiner  M.  W.  Knowlton 
on  further  hearing  in  that  case.  Their  adoption  would  bring  the 
rates  in  western  Louisiana  into  harmony  with  the  Commission's 
Shreveport  scale.  The  carriers  said  that,  on  the  pleadings 
in  this  re-opened  case,  the  Commission  could  not  consider  ques- 
tions of  discriminations  arising  from  a  difference  in  rates  be- 
tween rates  in  Louisiana  and  rates  between  points  in  Texas  and 
between  points  in  Texas  and  Shreveport,  and  that,  as  all  car- 
riers that  participate  in  traffic  in  Texas  and  between  Shreveport 
and  Texas  points  are  not  parties  to  this  proceeding,  an  order  for 
the  removal  of  such  discriminations,  if  any  exist,  could  not 
properly  be  entered. 

Knowlton  proposes  that  the  Commission  shall  say,  as  to 
that,  that  if  state  authorities  are  not  able  to  remove  such  in- 
equalities as  may  result,  clearly  the  injured  parties  or  localities 
should  be  permitted  to  bring  such  situations  to  the  attention  of 
the  Commission  for  such  action  as  would  be  proper  in  this  case. 

"Furthermore,"  said  Knowlton,"  in  so  far  as  the  disparities 
called  to  the  attention  of  the  Commission  result  from  orders 
entered  by  it,  if  any  can  be  removed  only  by  modification  of  its 
orders." 

The  modifications  of  the  Commission's  order  in  the  case 
recommended  by  Knowlton  would  be  based  on  the  following 
findings: 

That  the  rates  on  scrap  Iron  between  Vicksburg  and  Natchez 
on  the  one  hand  and  points  in  Louisiana  on  the  other,  should  not 
exceed  those  applicable  for  like  distances  between  Shreveport 
and  points  in  Texas,  for  like  distances,  with  the  same  descrip- 
tion minimum  weights  and  stop-over  privileges  for  completing 
loading. 

That  the  relationship  of  rates  in  Louisiana  and  Texas,  on 
junk,  cannot  be  approved  and  that  the  rates  on  Junk  between 
Natchez  and  Louisiana  should  not  exceed  the  Shreveport  scale; 
with  the  same  description  and  minimum  weight 

That  the  Shreveport  scale  should  apply  on  fruits  and  vege- 
tables between  Natchez  and  Vicksburg  on  the  one  hand  and 
points  in  western  Louisiana  on  the  other. 

That   its  order   with   respect   to  grain   and   grain   products 
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should  be  modified  so  as  to  provide  that  the  rates  on  grain, 
grain  products  and  flour,  between  Natchez  and  Vicksburg  on  the 
one  hand,  and  points  in  Louisiana  on  the  other  should  not  exceed 
rates  for  like  distances  between  Shreveport  and  points  in 
Texas. 

As  to  rates  on  hay  and  straw,  the  Commission  should  find 
that  its  order  should  be  modified  to  provide  that  the  description 
and  minimum  weight  should  be  the  same  as  is  applicable  in 
connection  with  the  rates  between  Shreveport  and  points  in 
Texas  for  equal  distances. 

At  the  rehearing,  the  rates  on  sand  and  gravel  supplied  for 
federal,  state,  and  municipal  road  making  were  drawn  into 
question.  Louisiana,  as  an  intervene!',  made  the  point  that  the 
question  of  rates  on  commodities  moving  for  the  account  of 
governments  was  not  within  the  jurisdiction  of  the  Commission. 
In  justification  for  that  stand,  Louisiana  pointed  to  the  language 
in  the  interstate  commerce  act  saying  "that  nothing  in  this  act 
shall  prevent  the  carriage,  storage  or  handling  of  property  free 
or  at  reduced  rates  for  the  United  States,  state,  or  municipal 
governments." 

The  case  was  opened  for  further  hearing  on  the  petition  of 
the  railroad  commission  of  Louisiana  largely  on  the  ground  that 
the  scale  prescribed  in  the  Natchez  case  resulted  in  undue  dis- 
crimination against  shipments  to  and  from  western  Louisiana 
and  undue  preference  for  shippers  using  the  Shreveport  scale, 
as  to  rates  on  brick,  fruits,  melons,  and  vegetables;  grain,  grain 
products,  flour  and  hay  and  straw;  junk,  scrap  iron  and  good 
roads  sand  and  gravel  for  the  United  States,  state,  and  munici- 
pal governments;  respecting  rates  made  by  combination  on  east 
bank  Mississippi  River  crossings  which  are  lower  than  the  rates 
prescribed  in  the  Natchez  scale;  and  respecting  rates  between 
Vicksburg  and  points  in  western  Louisiana. 


FUEL  OIL  FOR  EXPORT 

In  a  tentative  report  on  No.  11798,  Wenger-Armstrong  Pe- 
troleum Company  vs.  M.  K.  &  T.  of  Texas  et  al.,  Examiner 
Myron  Witters  has  recommended  a  finding  that  a  rate  of  24% 
cents  on  fuel  oil  for  export  from  Burkburnett,  Tex.,  to  Export 
Oil  Spur,  La.,  about  18  miles  west  of  New  Orleans,  in  February, 
March  and  April,  1920,  was  not  unreasonable,  but  that  the 
present  adjustment  of  rates  on  domestic  and  export  traffic  was 
unduly  preferential  to  crude  oil  for  domestic  use  as  against 
the  same  commodity  and  shippers  thereof  for  export,  because 
the  export  rate  of  24.5  cents  is  and  was  greater  than  a  rate 
of  22  cents  established  under  Freight  Rate  Authority  No.  6089. 
The  examiner  said,  however,  that  no  damage  was  shown  to 
have  resulted  to  the  plaintiff  from  such  undue  prejudice,  and 
reparation  should  be  denied. 

This  unusual  situation  of  a  domestic  rate  lower  than  an 
export  rate  grew  out  of  the  fact  that  prior  to  June  25,  1918, 
there  were  intrastate  rates  in  Texas  which  the  interstate  car- 
riers have  refused  to  meet  at  the  Louisiana  points  of  export. 
The  various  freight  rate  authorities  directing  the  establishment 
of  rates  on  petroleum  did  not  correct  that  unusual  situation, 
but  under  the  order  recommended  by  Examiner  Witters,  the 
undue  prejudice  will  have  to  be  removed. 


RATES  ON  STEEL  RAILS 

A  condemnation  of  a  rate  of  $10.47  per  gross  ton  on  steel 
rails  from  Cannons  and  Coosahatchie,  S.  C.,  to  North  Birming- 
ham, Ala.,  the  establishment  of  a  rate  of  $7  per  ton  for  the 
future,  a  denial  of  fourth  section  relief,  and  an  order  of  repara- 
tion are  proposed  by  Examiner  John  T.  Money  in  a  tentative 
report  on  No.  11993,  Birmingham  Rail  and  Locomotive  Co.  vs. 
Atlantic  Coast  Line  et  al.  The  rails  in  question  moved  in  the 
summers  of  1919  and  1920  on  combinations,  which  yielded  high 
returns  in  mills  per  ton  per  mile.  A  rate  of  $8.40  was  in  effect 
at  the  time  of  the  movement.  That  became  $10.47  under  Ex 
Parte  No.  74. 

Money  recommended  the  $7  rate  which  now  applies  from 
many  other  points  in  South  Carolina  about  the  same  distance 
from  Birmingham  as  reasonable  for  application  to  this  traffic, 
both  for  the  past  and  the  future;  also  reparation  to  the  basis 
of  that  rate. 

A  fourth  section  application  for  permission  to  continue  rates 
from  Charleston,  S.  C.,  to  North  Birmingham,  lower  than  the 
rate  at  some  intermediate  points,  particularly  Cooshatchie,  was 
heard  in  connection  with  this  complaint.  Money  said  there  was 
no  justification  for  the  departure. 


SODA  ASH  AND  CAUSTIC  SODA 

An  award  of  reparation  has  been  recommended  by  Examiner 
}.  M.  Bardwell  in  a  proposed  report  on  No.  11794,  Armour  &  Co. 
vs.  Erie  Railroad  et  al.,  on  account  of  unreasonable  charges  on 
soda  ash  and  caustic  soda,  in  refrigerator  cars  of  the  com- 
plainant, shipped  from  Barberton,  O.,  to  Chicago  in  the  spring 
of  1917.  Owing  to  the  shortage  of  cars  the  railroads  asked 
Armour  &  Co.  to  use  some  of  their  westbound  empty  refrigera- 
tors for  the  transportation  of  the  soda.  The  shipper  so  used  the 


cars,  but  while  it  loaded  them  to  full  visible  capacity,  the  lading 
was  much  less  than  the  50,000  pounds  minimum  on  soda  in  ordi- 
nary equipment. 

The  carriers  agreed  that  it  was  unreasonable,  in  view  of 
the  conditions  surrounding  the  use  of  the  heavy  refrigeration 
meat  cars,  to  impose  the  charges  based  on  the  minimum  im- 
possible to  load,  and  expressed  a  willingness  to  make  reparation 
down  to  the  actual  weight  of  the  shipment  which  was  about 
33,000  pounds. 

In  the  complaint,  as  filed,  the  complaining  company  asked 
an  order  requiring  the  carriers  to  adopt  as  the  minimum  pre- 
scribed by  the  tariff,  the  actual  weight  when  loaded  to  full 
visible  capacity.  That  request  was  abandoned  at  the  hearing 
because  it  would  make  possible  the  use  of  the  small  capacity 
refrigerator  cars  for  the  transportation  of  soda  at  all  times  and 
thereby  reduce  the  per  car  earnings  of  the  carriers,  when  they 
might  have  an  adequate  supply  of  cars  for  loads  equaling  or 
exceeding  the  50,000  pound  minimum.  Such  a  provision  would 
also  make  it  possible  for  a  shipper  having  the  cars,  to  use  them 
regardless  of  the  number  of  unemployed  cars  the  carrier  might 
have,  and  require  the  carrier  to  pay  mileage  on  the  car,  the 
payment  of  which  it  could  have  avoided  by  using  one  of  its  own 
idle  cars.  Reparation  down  to  the  basis  of  actual  weight  when 
the  car  was  loaded  to  visible  capacity,  will  satisfy  the  com- 
plainant. 


RATES  ON  HAY  AND  GRAIN 

A  recommendation  that  it  be  dismissed  has  been  made  by 
Examiner  P.  W.  McM.  Woodrow  in  a  report  on  No.  11557,  Falls 
City  Mill  and  Feed  Co.  vs.  Oregon  Short  Line,  Director-General 
et  al.  Woodrow  thinks  the  Commission  should  hold  that  rates 
on  hay  from  points  in  Idaho  and  Washington  to  Hillyard,  Wash., 
and  rates  on  grain  from  Outlook,  Wash.,  to  Lyons,  Wash.,  were 
not  unreasonable,  between  June  25  and  December  22,  1918.  Hill- 
yard  and  Lyons  are  stations  a  few  miles  from  Spokane  but 
rates  to  and  from  them  are  made  combinations  on  Spokane. 

In  this  case,  with  which  sub-number  1,  Shewbart  &  Brown 
vs.  Director-General,  was  heard,  the  question  was  as  to  whether 
the  $15  per  car  minimum  charge  should  be  used  as  a  factor 
more  than  once  in  hauls  covered  by  combination  rates.  The 
complainants  desired  a  decision  along  the  line  of  the  Gosline 
case  (55  I.  C.  C.,  220)  but  Woodrow  thinks  the  Pine  Plume  lum- 
ber case  (59  I.  C.  C.  371)  should  be  applied  and  the  use  of  the 
$15  factor  allowed  without  limitation  in  making  the  rates  by 
combination  so  long  as  the  result  is  not  an  unreasonable 
charge.  He  said  the  principle  in  this  case  was  the  same  as  that 
in  the  Pine  Plume  lumber  case. 

"The  issue  in  this  case  and  in  all  similar  cases,"  said  he, 
"is  not  whether  one  factor,  more  or  less,  was  increased  but 
whether  the  total  rates  paid  were  unreasonable  for  the  trans- 
portation service  rendered." 

The  complainants  contended  that,  inasmuch  as  the  addition 
of  25  per  cent  to  the  rates  on  each  of  the  shipments  resulted  in 
charges  greater  than  $15  per  car,  the  $15  per  car  charge  should 
not  have  been  included  as  a  factor  in  making  the  combination; 
that  is  to  say,  if  the  total  charge  on  one  factor  amounted  to 
$10.25  per  car  and  the  other  factor  as  much  as  $5  per  car.  the 
total  charge  should  have  been  $15.25  and  not  $20,  as  it  would  be 
if  $15  were  used  as  the  factor  for  the  first  part  of  the  combina- 
tion of  $30  if  it  were  applied  to  both  factors. 

In  this  case  the  minimum  of  $15  per  car  was  applied  to 
each  factor.  No  attack  was  made  on  its  use  as  the  factor  to 
cover  the  haul  up  to  Spokane.  It  was  admitted  that  it  might 
be  applied,  with  a  show  of  good  reasoning,  to  one  factor.  It 
was  contended  that  the  unreasonableness  lay  in  its  application 
to  each  of  the  factors  composing  the  combination.  Woodrow 
disposed  of  that  by  saying,  in  effect,  that,  regardless  of  how  the 
rate  was  made  up,  the  ultimate  issue  was  as  to  whether  it  was 
reasonable  for  the  service  performed.  On  account  of  the  low 
level  prescribed  by  the  Washington  legislature  for  hauls  within 
that  state,  the  rates  in  use  as  factors  for  making  up  the  combi- 
nations on  which  farm  products  move  in  that  state,  were  low 
and  the  application  of  the  $15  per  car  minimum  charge  to  each 
of  the  factors,  according  to  Woodrow's  view,  did  not  result  in 
an  unreasonable  charge  for  the  whole  service,  hence  the  recom- 
mendation that  an  order  of  dismissal  be  entered. 


RATE  ON  ORES  AND  CONCENTRATES 

A  new  variety  of  General  Order  No.  28  quirk  is  recom- 
mended for  treatment  in  a  tentative  report  by  Examiner  Law- 
rence Satterfield  in  No.  11709,  Hercules  Mining  Co.  vs.  North- 
ern Pacific  et  al.  The  mining  company  averred  that  the  rate 
of  20  cents  per  net  ton  imposed  on  many  shipments  of  ores  ami 
concentrates  from  its  mines  at  Burke  to  Wallace,  Ida.,  between 
June  25,  1918,  and  February  29,  1920,  both  inclusive,  was  illegal. 

Prior  to  the  effective  date  of  General  Order  No.  28,  the 
rate  was  12.5  cents  per  net  ton.  The  Northern  Pacific,  in  pub- 
lishing the  rate  under  General  Order  No.  28,  used  the  rule  for 
disposing  of  fractions  supposed  to  be  applicable  when  rates 
per  ton  were  stated  in  dollars  or  in  dollars  and  cents.  It  is 


March  26,  1921 


THE    TRAFFIC     WORLD 


657 


that  where  a  fraction  is  more  than  five  cents,  it  Hhall  be  treated 
as  10  cents.  Therefore,  it  converted  the  rate  of  15.5  cents,  ob- 
tained by  adding  25  per  cent  to  12.5  cents,  into  20  cents. 

Satterfleld  said  the  Commission  should  hold  that  a  reason- 
able Interpretation  of  the  special  supplements  flled  in  General 
Order  No.  28  tariffs  shows  that  the  new  rate  should  have  been 
15.5  cents,  and  recommended  reparation  on  that  basts  on  all 
shipments  between  June  25,  1918,  and  November  19  of  that 
year. 

On  November  19,  1918,  the  Northern  Pacific  made  opera- 
tive, on  statutory  notice,  a  rate  of  20  cents  a  ton  on  this  traf- 
fic. The  tariff  establishing  that  rate  contained  a  note  saying, 
"no  changes  in  rates  from  those  published  effective  June  25, 
1918."  In  other  words,  the  Northern  Pacific,  which  had  been 
collecting  20  cents,  was  giving  notice  that  there  had  been  no 
change  in  the  tariff. 

Satterfleld,  however,  came  to  the  conclusion  that  the  North- 
ern Pacific  was  in  error  as  to  the  effect  of  that  publication.  It 
did  change  the  legal  rate  but  not  the  rate  that  it  had  been 
collecting,  20  cents  a  ton.  It  may  have  intended  merely  to 
bring  forward,  In  the  new  schedule,  that  which  It  thought  was 
in  the  older  issue,  but  Satterfleld  thinks  the  Commission  should 
hold  that  20  cents  was  the  legally  established  rate  after  No- 
vember 19,  and  15.5  before  that  time. 

That  being  his  conclusion,  he  went  on  to  say  that  the 
Commission  had  frequently  held  that  proof  of  error  does  not 
justify  a  departure  from  the  published  rate,  and  that  the  inten- 
tion of  the  framers  is  not  controlling.  According  to  Satter- 
fleld's  statement  of  the  averments  in  the  complaint,  the  perti- 
nent declaration  with  respect  to  the  20  cent  rate  was  that  it 
was  illegal.  Satterfleld  agreed  that  It  was  illegal  from  June  to 
November,  1918,  but  not  illegal  after  November  19,  1918.  He 
said  the  reasonableness  of  the  20  cent  rate  was  not  brought 
into  issue  by  the  complaint,  only  its  legality,  both  as  to  the 
period  prior  to  November  19  and  thereafter. 


reasonably  prompt  service  either  because  of  Its  own  disability 
or  carriers  joining  with  it  In  through  route  to  Boston,  relief  may 
be  obtained  upon  bringing  the  matter  to  the  attention  of  the 
Commission." 


DELAYED  SERVICE  ON  WOOL 

Attorney-examiner  M.  A.  Pattison,  in  a  tentative  report  on 
No.  11837,  Boston  Wool  Trade  Association  vs.  A.  T.  &  S.  F.,  has 
made  an  unusual  proposal — that  the  Commission  give  assurance 
of  relief,  by  means  of  a  service  order,  in  the  event  that  In  the 
future  the  Santa  Fe  is  unable  to  accord  reasonable  service  on 
wool  from  points  on  its  lines  in  New  Mexico,  Texas,  Arizona, 
Nevada,  and  California,  and  on  the  lines  of  certain  short-line 
connections  in  New  Mexico  and  California,  to  Boston  and  other 
eastern  destinations.  The  complaint  was  brought  with  a  view  to 
compelling  the  Santa  Fe  to  amend  Its  tariffs  so  that  wool  from 
the  states  mentioned,  originating  on  the  Santa  Fe,  might  be 
routed  through  junctions  other  than  Peoria  and  Chicago. 

Last  spring,  by  reason  of  the  labor  difficulties,  delay  took 
place  in  the  forwarding  of  wool  from  Santa  Fe  points  of  origin. 
Big  losses  were  suffered  because  the  market  declined  while  the 
switchmen  were  striking  and  the  wool  was  being  held  for  sifting 
through  the  two  junctions  mentioned.  The  Santa  Fe  had  the 
right,  for  its  own  convenience,  to  forward  traffic  via  other  junc- 
tions, but  no  such  right  was  given  the  shippers.  They  had  to 
sit  and  grin,  if  they  could,  while  wool  was  going  down  in  price. 
They  flled  their  complaint  with  a  view  to  compelling  the  Santa 
Fe  to  give  them  the  right  to  choose  other  junction  points,  or 
make  It  obligatory  on  the  carrier  to  do  so,  to  avoid  being  called 
to  account  for  failure  to  carry  with  reasonable  dispatch. 

The  examiner  believes  the  Commission  should  hold  there  is 
no  necessity  for  additional  through  routes  and  that  the  Santa  Fe 
is  entitled  to  make  Its  tariffs  so  as  to  preserve  the  long  haul 
for  itself.  He  thinks,  however,  that  the  Commission  should  say 
something  other  than  that  the  complaint  had  been  dismissed, 
because  it  had  not  been  shown  that  the  failure  of  the  Santa  Fe 
to  provide  other  than  the  Illinois  junction  routes,  while  provid- 
ing other  junctions  for  traffic  from  other  parts  of  the  country, 
caused  undue  prejudice  to  the  complainant. 

"If  the  movement  of  wool  from  points  In  Oklahoma,  Texas, 
and  California  to  Boston  during  the  emergency  conditions  in 
1920  was  accomplished  with  less  delay  because  of  the  diversity 
of  routes  offered  shippers,  the  record  does  not  so  show,"  said 
Pattison,  "and  the  mere  fact  that  under  the  tariffs  It  was  pos- 
sible to  route  traffic  through  junctions  west  of  Illinois  Is  not 
proof  that  complainant  was  or  is  subject  to  undue  prejudice  be- 
cause similar  routings  were  not  authorized  on  shipment  from 
local  stations  in  New  Mexico  and  Arizona  on  the  Santa  Fe  and 
its  short-line  connections.  In  any  event  the  non-joinder  of  the 
necessary  parties  would  constitute  a  bar  to  the  establishment  in 
these  proceedings  of  the  routes  requested." 

In  summing  up  the  case  Pattison  said:" "That  periods  of  con- 
gestion and  car  shortage  may  occur  at  times  and  thus  render 
temporarily  unavailable  the  customary  through  routes  provided 
by  carriers  is  recognized  by  the  act  as  amended,  and  the  Com- 
mission Is  now  authorized,  under  such  conditions,  to  establish 
temporary  through  routes,  either  upon  application  of  shippers 
or  upon  its  own  initiative,  without  complaint  and  without  the 
delays  incident  to  formal  hearings.  Complainant  is  therefore 
assured  that  If,  in  the  future,  the  Santa  Fe  is  unable  to  accord 


REPARATION    ON    APPLES 

Examiner  John  T.  Money  has  made  a  tentative  report  on 
No.  11751,  Samuel  J>.  West  vs.  St.  Louis-San  Francisco  and 
Director-General,  recommending  a  holding  of  unreasonableness 
and  award  of  reparation  on  apples  moving  in  the  fall  of  1919 
from  Westville,  Okla.,  to  Fayetteville,  Ark.,  a  distance  of  32 
miles.  Rates  of  15.5  and  19.5  cents  were  collected.  The  legal 
rate  was  16.5  cents.  After  the  shipments  moved  the  Railroad 
Administration  established  a  rate  of  10  cents.  At  the  hearing 
the  Administration's  witness  testified  that  the  10  cents  rate 
would  have  been  reasonable  for  application  during  the  period  of 
movement.  Reparation  is  to  be  made  to  that  basis. 


RATES  ON    LOGS   IN  WISCONSIN 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  J.  Edgar  Smith  In  a  ten- 
tative report  on  No.  11849,  Willow  River  Lumber  Co.  vs.  Chicago, 
St.  Paul,  Minneapolis  &  Omaha  and  Director-General  on  account 
of  rates  on  logs,  during  federal  control,  from  Beebe,  Hawthorne, 
and  Gordon,  Wis.,  to  Hayward,  Wis.,  for  manufacture  Into  lum- 
ber and  reshipment  beyond.  The  logs  were  hauled  before  the 
Omaha  could  publish  the  so-called  contract  lumber  rates,  which 
was  a  common  feature  of  logging  and  lumbering  in  that  part  of 
the  country.  Smith  recommended  reparation  down  to  the  basis 
of  2.5  cents  per  100  pounds.  That  basis  Is  not  as  low  as  the 
basis  on  other  railroads  in  that  section  of  the  country.  Smith 
said  the  contract  rate  of  fl  or  even  $2  per  1,000  board  feet  would 
have  been  too  low  as  compensation  for  the  carrier. 


RATES  ON  COAL  FROM  BRAZIL 

A  finding  of  unreasonableness  and  an  award  of  reparation 
to  the  basis  of  fifty  cents  a  ton  have  been  made  by  examiner 
F.  H.  Barclay  in  a  tentative  report  on  No.  11596,  Hydraulic- 
Press  Brick  Co.  vs.  P.  C.  C.  &  St.  L.  et  al.,  alleging  that  rates 
of  60  and  70  cents  a  ton  on  run-of-mine  coal  from  mines  around 
Brazil,  Ind.,  to  the  plant  of  the  complainant,  a  short  distance 
beyond  the  switching  limits  of  Brazil,  were  unreasonable.  The 
rates  prior  to  June  25,  1918,  were  35  and  40  cents,  there  being 
a  difference  of  the  rates  from  different  mines,  all  of  which,  how- 
ever, are  within  a  radius  of  eight  miles.  The  Railroad  Administra- 
tion, after  several  efforts  to  make  a  stable  rate,  settled  on  60 
cents  as  the  proper  one.  Barclay  thinks  50  cents  would  have 
been  reasonable,  and  that  reparation  should  be  made  down  to 
that  basis. 


RATES  ON  IMPORTED  VEGETABLE  OILS 
In  a  proposed  report  on  No.  11726,  Mitsui  and  Company,  vs. 
Great  Northern  et  al.,  Examiner  Lawrence  Satterfleld  recom- 
mended a  holding  of  unreasonableness  and  an  order  of  repara- 
tion on  account  of  a  rate  of  12.5  cents  on  imported  soya  bean 
and  other  vegetable  oils  from  Everett  and  Tacoma,  Wash.,  to 
Seattle,  Wash.,  during  federal  control.  It  is  the  examiner's 
opinion  that  a  rate  of  7  cents  would  have  been  reasonable  and 
that  reparation  should  be  made  to  that  basis.  That  rate  is  the 
one  subsequently  established  by  the  Railroad  Administration 
as  a  substitute  for  the  fifth-class  rate  of  12.5  cents,  for  the 
short  hauls  involved. 


RATES    ON    CANE    SYRUP 

Examiner  Lawrence  Satterfleld,  In  a  tentative  report  on  No. 
11271,  Alabama-Georgia  Syrup  Company  vs.  Atlantic  Coast  Line 
et  al.,  has  recommended  a  finding  that  rates  of  50.5  cents  car- 
loads and  63  cents  on  less-than-carloads  on  can«  syrup,  in  bar- 
rels, from  Live  Oak,  Fla.,  to  Montgomery,  Ala.,  were  and  are 
unreasonable  to  the  extent  that  they  exceeded  34  and  37.5  cents, 
carloads  and  less-than-carloads.  He  recommended  reparation 
to  that  basis.  The  carload  rate  now  is  34  cents  but  the  Joint 
through  rate  on  less-than-carloads  violates  the  aggregate  of  in- 
termediates part  of  the  fourth  section,  and  Is  without  protec- 
tion by  means  of  an  appropriate  fourth  section  application. 
That  situation  he  recommends  the  Commission  should  order 
corrected. 


CRUDE  PETROLEUM  IN  OKLAHOMA 
Examiner  Myron  Walters  has  recommended  the  dismissal 
of  No.  11645,  Sapulpa  Refining  Co.  vs.  Director-General,  as 
agent,  on  a  finding  that  the  varying  rates  on  crude  petroleum 
from  Drace  to  Sapulpa,  both  in  Oklahoma,  applied  on  502  car- 
loads shipped  between  June  25  and  August  25,  1918,  were  not 
unreasonable.  A  legally  applicable  rate  of  14  cents  was  ap- 
plied. Subsequently  that  rate  for  a  distance  of  89.4  miles  was 
assessed.  Later  the  rate  was  reduced  to  12  cents,  to  which  the 
complainant  asked  reparation.  Rates  fluctuated  in  those  two 
months,  first  because  there  were  intrastate  rates  and  second, 
because  the  oil  Industry  persuaded  the  Railroad  Administration 
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to  commute  the  twenty-five  per  cent  advance  into  a  specific  ad- 
dition of  4.5  cents  per  100  pounds.  Walters  thinks  the  14  cent 
rate  was  not  unreasonable. 

IRON   AND   STEEL    FROM    SPRINGFIELD,    MO. 

In  a  tentative  report  on  No.  11903,  McGregor-Noe  Hard- 
ware Co.  vs.  St.  Louis-San  Francisco,  Examiner  Warren  H. 
Wagner  has  recommended  a  finding  that  the  rates  on  less-than- 
carload  shipments  of  iron  and  steel  articles  from  Springfield, 
Mo.,  to  destinations  on  the  defendant's  line  in  northwestern 
Arkansas  were  and  are  not  unreasonable  or  otherwise  unlaw- 
ful, but  that  the  Frisco's  factor  on  carload  shipments  from 
Pittsburgh  to  Springfield  was  and  is  unduly  prejudicial.  Inas- 
much as  the  rate  carrying  that  factor  is  under  revision,  the 
examiner  said  that  no  order  should  be  issued  but  that  the  case 
should  be  held  open.  That  factor,  Wagner  said,  gives  undue 
preference  to  a  competitor  of  the  complainant  at  Rogers,  Ark. 
Sixty  days,  the  examiner  thinks,  would  be  a  reasonable  time 
for  removal  of  the  prejudice.  There  is  a  spread  of  only  three 
cents  between  the  carload  rates  to  Springfield  and  Rogers.  The 
complainant  said  that  if  the  rate  to  Rogers  had  been  increased 
in  accordance  with  the  Commission's  decisions  the  spread 
would  be  9  cents  instead  of  only  one-third  of  that  sum. 

OKLAHOMA  TWO-LINE  RATES 

All  two-line  rates  charged  and  collected  by  the  St.  Louis- 
San  Francisco  and  the  Sapulpa  &  Oil  Field  railroads,  between 
Shamrock  and  other  points  in  Oklahoma  in  the  period  from 
January  1,  1918,  to  November  29,  1919,  will  be  held  unreason- 
able if  the  Commission  adopts  the  tentative  report  submitted 
by  Examiner  John  B.  Keeler  on  No.  11286,  Cosden  &  Co.  vs. 
Midland  Valley  et  al.  That  will  be  so  notwithstanding  the 
permission  of  the  Oklahoma  commission  for  the  two  roads  to 
continue  charging  two-line  class  rates  after  the  Frisco  had 
acquired  the  Oil  Field  Railroad,  and  the  class  scale  provided  one 
set  of  rates  for  single-line  hauls  and  another  set  for  hauls  by 
two  or  more  lines. 

The  question  turned  on  a  construction  of  the  tariffs  issued, 
and  in  the  light  of  the  Oklahoma  commission's  permission  to 
continue  the  rates.  Keeler's  report  is  limited  to  the  time  within 
the  period  of  federal  control.  The  rates,  while  intrastate,  were 
under  the  control  of  the  federal  regulating  body.  Keeler,  in 
effect,  recommended  a  holding  that  when  the  Frisco  and  the 
Oil  Field  roads  came  under  federal  control  they  were  one  road 
and  not  entitled  to  impose  the  rates  for  two-line  hauls.  He  also 
recommends  reparation.  Most  of  the  traffic  moved  consisted  of 
petroleum  and  its  products  and  supplies  for  the  production  and 
refining  of  oil.  The  tariffs,  after  November  29,  1919,  definitely 
provided  only  single-line  rates. 


HOGS,  SOUTHEAST  TO  FORT  WORTH 

Further  hearing  on  No.  11947,  Armour  &  Co.  vs.  Wabash  et 
al.,  was  held  before  Examiner  de  Quevedo  in  Chicago,  March  22. 
The  case  involves  rates  on  livestock,  specifically  hogs,  from  Jack- 
sonville, Montgomery  and  Nashville  to  the  plant  of  the  com- 
plaining company  at  Fort  Worth.  C.  B.  Heinemann,  secretary 
of  the  Institute  of  American  Meat  Packers,  testified  as  to  the 
efforts  made  while  he  was  secretary  of  the  National  Livestock 
Exchange  to  have  the  rates  between  the  Southeast  and  the  South- 
west placed  on  a  reasonable  basis.  He  said  the  original  hearing 
on  these  rates  (Docket  No.  9986)  ended  abruptly  when  attor- 
neys for  the  carriers  admitted  the  rates  to  be  badly  lined  up  and 
expressed  a  willingness  to  adjust  them. 

Mr.  Heinemann  said  that,  due  to  the  absence  of  anything 
like  through  rates  from  points  east  of  the  Mississippi  to  points 
west,  combination  rates  had  to  be  applied,  which  at  times  con- 
sisted of  as  many  as  five  factors.  The  progress  of  the  livestock 
industry  in  the  Southeast  has  been  hindered  by  the  lack  of 
reasonable  rates,  he  said,  because  the  territory  can  produce  many 
times  more  than  it  can  consume  and  with  reasonable  rates  to 
other  territories  great  progress  would  probably  be  made. 

"The  intrastate  rates,"  he  said,  "are  generally  on  a  fairly 
reasonable  level  on  livestock.  For  this  reason  many  independent 
packing  houses  have  started  in  the  Southeast  to  draw  their  stock 
from  their  immediate  surrounding  territory.  As  a  result,  they 
are  now  shutting  down  because  they  cannot  reach  a  large  enough 
market  to  dispose  of  their  manufactured  products.  The  stock- 
raiser  is  finding  his  local  markets  closed  and  the  rates  to  foreign 
markets  so  high  that  he  has  become  discouraged.  Government 
reports  show  that  hogs  can  be  raised  more  cheaply  in  the  South- 
east than  anywhere  else,  so  that  It  can  truthfully  be  said  that 
the  industry  would  expand  to  many  times  its  present  volume  if 
reasonable  freight  rates  were  granted." 

As  a  basis  for  these  rates  the  958  scale  had  been  proposed 
by  a  previous  witness,  Paul  E.  Blanchard,  attorney  for  Armour 
&  Co.,  pointed  out.  Mr.  Heinemann  said  that  since  this  rate 
applied  in  the  Southwest  It  ought  to  be  at  least  high  enough  in 

Southeast  because  traffic  density  and  traffic  conditions  were 
illy  more  favorable  in  that  territory. 

Protest  was  also  made  against  the  failure  of  the  carriers 


to  publish  rates  on  hogs  in  double  deck  cars  in  the  Southeast. 
Mr.  Heinemann,  as  an  example  of  inconsistencies  in  the  tariffs, 
called  attention  to  the  fact  that  the  double  deck  rate  on  sheep 
runs  all  the  way  from  73  to  176  per  cent  of  the  single  deck  rate 
on  various  roads.  He  said  the  argument  of  the  carriers  regard- 
ing the  expense  of  equipment  could  be  discounted,  as  the  cost 
of  installing  a  second  deck  would  be  paid  for  by  a  single  haul 
of  the  double  decked  car. 

Asserting  that  the  live  stock  rates  throughout  the  entire 
southeastern  territory  were  in  a  chaotic  state,  B.  F.  Morris, 
assistant  chief  clerk  for  the  Louisville  &  Nashville  Railroad, 
testifying  March  24  at  the  hearing  on  No.  11947,  Armour  &  Co. 
vs.  Missouri  Pacific  et  al.,  volunteered  the  information  that  the 
railroads  in  that  territory  had  long  been  aware  of  this  condition 
and  were  doing  their  best  to  remedy  it.  He  said  that  the  check- 
ing in  of  a  new  schedule  of  rates  on  live  stock,  arranged  with 
at  least  some  semblance  of  order,  would  begin  next  month. 

"We  admit,"  he  said,  "that  the  combination  rates  paid  on 
through  shipments  from  Southeastern  territory  into  Texas  are 
on  a  higher  basis  than  the  local  rates  obtaining  for  very  short 
distances  intrastate.  The  remedy  for  this  condition  is  not  to 
lower  the  through  rates,  because  the  revenue  derived  from  them 
at  present  is  too  low  to  allow  the  carriers  a  proper  return. 
The  local  rates  have  not  been  changed,  except  for  the  general 
increases,  since  1892,  and  are  therefore  much  depressed." 

Speaking  about  the  movements  of  hogs  into  Fort  Worth,  on 
which  the  complainants  are  asking  reparation,  the  witness  said 
that  the  movements  were  unusual,  due  entirely  to  war  condi- 
tions, and  that  such  a  movement  as  took  place  from  Jacksonville 
to  Fort  Worth  could  not  be  expected  to  happen  again.  The 
usual  contentions  as  to  the  expense  entailed  in  the  handling  of 
live  stock,  due  to  the  special  equipment,  the  empty  car  haul 
(which  the  witness  said  would  be  made  even  greater  if  the 
complainants'  request  for  double-deck  equipment  was  acceded 
to)  and  the  expedition  required. 

E.  D.  Mohr,  counsel  for  the  railroads,  said  the  loss  and 
damage  claims  on  live  stock  amounted  to  12  per  cent  of  the 
money  paid  out  for  that  purpose  on  the  L.  &  N.,  although  the 
live  stock  movement  totaled  only  1%  per  cent  of  the  tonnage 
hauled. 


MEATS,  OHIO  RIVER  TO  SOUTHEAST 

Hearing  on  I.  and  S.  1298,  fresh  meats  and  poultry  from 
Ohio  River  crossings  to  southeastern  points,  was  held  before 
Examiner  de  Quevedo  in  Chicago,  March  23.  The  suspended 
tariffs  seek  to  raise  the  rates  on  the  products  named  from  Cairo, 
Evansville  and  Louisville  to  the  southeast  one-half  cent  a  hun- 
dred pounds,  so  as  to  restore  the  relation  that  existed  between 
these  points  and  Memphis  prior  to  Ex  Parte  74. 

Fred  H.  Behring,  commercial  agent  for  the  Southern  Rail- 
way, said  the  break  in  this  relationship  had  come  about  because 
the  rates  west  of  the  Mississippi  had  been  raised  35  per  cent 
under  Ex  Parte  74,  while  those  south  of  the  Ohio  had  been 
raised  only  25  per  cent.  Previous  to  this  the  rates  from  Ohio 
River  crossings  to  the  southeast  had  been  six  cents  over  the 
rates  from  Memphis.  The  rates  from  the  west  into  Memphis, 
however,  had  been  six  cents  over  the  Ohio  River  crossings, 
equalizing  the  through  rates  from  the  west  to  the  southeast. 
The  application  of  the  percentage  increase  to  the  various  pro- 
portions, both  in  the  west  and  the  southeast,  destroyed  this 
balanced  relationship,  but  a  subsequent  action  on  the  part  of 
the  western  carriers  placed  the  Memphis  differential  uniformly 
at  6l/&  cents  over  the  Ohio  River  crossings,  thus  again  equal- 
izing the  through  rates  to  some  58  per  cent  of  the  points  in  the 
southeast.  The  present  move  on  the  part  of  the  southern  car- 
riers to  increase  the  proportional  south  of  the  Ohio  on  the  other 
42  per  cent,  he  said,  would  again  place  Cairo  and  Memphis,  the 
two  chief  competing  points,  on  a  parity  and  give  the  shipper 
the  advantage  of  both  routes. 

Robert  N.  Nash,  assistant  general  freight  agent  of  the  St. 
Louis-San  Francisco,  said  that  since  the  difference  in  the  pres- 
ent and  the  proposed  rate  through  Cairo  amounted  to  only  $1.05 
a  car,  the  most  logical  way  out  of  the  present  unbalanced  rate 
condition  was  to  make  the  rate  raise  proposed  by  the  carriers. 

W.  W.  Manker,  testifying  for  Armour  &  Co.  and  Swift  & 
Co.,  said  he  failed  to  see  what  advantage  it  would  be  to  the 
shipper  to  raise  his  rate  though  the  lower  gateway.  He  said 
the  Cairo  route  furnished  satisfactory  service  and  that,  in  fact, 
the  Memphis  rate  had  always  been  based  on  the  Cairo  rate,  be- 
cause no  proportionals  through  Memphis  had  existed  prior  to 
the  opening  of  that  route  by  the  Frisco.  "The  carrier's  repre- 
sentative," he  said,  "has  stated  that  the  raise  would  amount  to 
only  $1.05  per  car.  This,  in  the  course  of  a  normal  year,  would 
cost  Armour  &  Co.  about  $15,000.  It  would  probably  cost  Swift 
&  Co.  an  equal  or  greater  amount.  We  contend  that  if  the 
carriers  want  the  business  to  move  through  the  Memphis  gate- 
way they  should  lower  the  rate  through  that  point  to  meet  the 
rate  through  Cairo." 

Brief  date  was  set  for  April  15. 
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ECONOMY  PLAN 

I  lie  Traffic  World  Washington 


S.  Da  vies  Warfleld,  president  of  the  National  Association  of 
Owners  of  Railroad  Securities,  made  public,  March  21,  his  plan 
for  effecting  economies  in  the  operation  of  the  railroads  to 
which  Senator  Cummins  referred  in  an  Interview  In  The  Traffic 
World,  March  19.  The  plan  contemplates  the  creation  by  law 
of  an  organization  the  function  of  which  would  be  to  "co- 
ordinate" the  existing  machinery  of  transportation  through  the 
purchase  of  cars  and  equipment  to  be  furnished  to  the  railroads 
without  profit  and  through  co-ordination  of  facilities  and  service. 

Mr.  Warfleld  announced  that  the  plan  had  been  filed  with 
anil  would  be  considered  In  detail  by  the  Senate  committee  on 
interstate  commerce  at  the  investigation  proposed  by  Senator 
Cummins  of  the  railroad  situation.  In  a  letter  to  Senator  Cum- 
mins, Mr.  Warfleld  said  that  unless  "Intensive  economical  meth- 
ods in  railroad  administration  are  adopted  there  is  no  alterna- 
tive but  government  operation,  followed  by  government  owner- 
ship, although  the  country  has  given  overwhelming  evidence  of 
being  opposed  to  it." 

The  name  of  the  organization  as  proposed  by  Mr.  Warfleld 
would  be  the  "National  Railway  Service." 

The  plan,  briefly  summarized  by  Mr.  Warfleld,  provides: 

(a)  The    Interstate    Commerce    Commission    to    select    five    from 
among  its  members  to  constitute  the  Service  Division.     This  division 
to  have  supervision  and  initiatory  and  regulatory  powers  to  be  exer- 
cised through  the  board  or  staff  of  the  National  Railway  Service. 

(b)  A    board    of    forty    members    subdivided    into    two    divisions  — 
finance    and    administrative,    and    railroad    officials,    twenty    members 
i-ii<-h.     A  chairman,  four  vice  chairmen,  treasurer    secretary  and  other 
officials.     An  executive  committee  of  eleven  members. 

(c)  Four  group  railway  boards,   each  organized  and  selected  from 
and  by  each  group  of  railroads  as  now  constituted  by  the  Commission 
in  each   of  the   four  rate   territories   into  which   the   Commission   has 
divided   the   country.      Four   boards    in   all.   each   to   consist   of   seven 
numbers,   flve  selected  by  the  railroads  of  each  group  and  two  from 
the   shippers   located  in   each   group   territory.      (The   twenty   officials 
forming  these  four  boards  will  serve  as  the  Railway  Officials  Division 
of  the  National  Railway  Service  Board.) 

(d)  Ten  committees  of  five  members  each  to  co-operate  with  each 
of   tlie   four   group    boards   and   selected   from   the   railroads   of   each 
group.     This  means  four  group  railway  boards,  and  forty  committees 
in   all.     These   committees   will   cover   a   large   range   of   investigation 
und  report. 

(Included  in  which  are:  Normal  equipment  requirements  of  each 
i-.-'ilroad;  additional  equipment  to  be  leased  from  the  National  Railway 
Service;  standardization  of  equipment:  useless  expenditures  incident 
to  wasteful  competition;  a  study  of  joint  use  of  terminals,  yards  and 
shop  facilities:  surplus  property  not  required  in  legitimate  transporta- 
tion —  cost  of  carrying;  purchase  of  fuel  and  supplies;  application  of 
a  standard  of  efficiency  in  railroad  operations;  working  conditions, 
v  ages,  etc.) 

(e)  The  National  Railway  Service  Corporation  recently  organized 
by  the  association  of  security  owners  to  furnish  equipment  to  the  car- 
riers by  conditional  sale  or  lease  is  superseded  by  the  National  Rail- 
way  Service  with   extended   powers   for  financing  and  leasing  equip- 
ment under  plans  it  is  said  will  save  many  million  dollars  in  prevent- 
ing  duplication   of   equipment   by   the   carriers,    now   necessary   when 
ciich  carrier  is  required  to  buy  its  maximum  equipment  requirements. 
(The   twenty   trustees   of   the   Service   Corporation   will   serve   as   the 
finance  and  administrative   division   of  the   National  Railway  Service 
Board.) 

Further  discussion  of  the  plan  is  given  in  the  following, 
given  out  by  Mr.  Warfield: 

"It  is  pointed  out  that  the  Commission  has  already  divided 
the  country  into  four  territories  within  which  the  respective  rail- 
roads are  grouped;  that  rates  are  adjusted  to  meet  the  varying 
conditions  of  the  respective  territories,  and  differ  in  percentage 
from  rates  made  in  other  territories.  These  and  other  con- 
ditions obtaining  in  each  territory  and  the  vast  area  covered 
thereby  necessitate  the  organization  of  the  carriers  constituting 
each  group  under  a  Group  Railway  Board  effectively  to  dispose 
of  matters  affecting  the  roads  of  each  group.  These  four  group 
railway  organizations  to  be  made  obligatory  by  act  of  Congress, 
with  power  to  organize  committees  from  each  group  to  bring 
about  the  coordination  and  economies  in  facilities  and  service 
now  or  hereafter  necessary  and  essential. 

"The  National  Railway  Service  Corporation  (superseded  by 
the  National  Railway  Service),  which  was  organized  by  the 
association  of  security  owners  under  state  laws,  has  sold  trust 
certificates,  and  supplemented  by  loans  made  to  the  corporation 
by  the  government  Is  supplying  equipment  to  railroads  and 
operates  without  profit.  The  excess  earnings  created  under  the 
transportation  act  are  to  be  used  in  connection  with  the  sale  of 
trust  certificates  of  the  National  Railway  Service  to  provide  for 
the  purchase  of  freight  cars  and  equipment  for  the  railroads 
under  the  plans  proposed.  Equipment  will  be  leased  by  the 
service  to  the  roads  to  meet  seasonal  requirements  and  thus 
used  at  different  times  on  different  railroads.  'The  savings  In 
this  method  of  handling  equipment  would  be  very  great,'  says 
the  statement;  'the  rental  cost  to  the  railroads  would  be  grad- 
ually cut  down  and  railroad  rates  correspondingly  lowered." 

"Congress  is  asked  to  provide  that  in  the  event  of  default 
by  a  carrier  purchasing  equipment,  the  receiver  be  required  to 
carry  out  the  contract  made  by  the  defaulting  carrier  and  con- 
tinue payments  as  a  first  charge  against  operations.  It  is  stated 
that:  'This  will  place  the  equipment  obligations  of  the  National 
Railway  Service  on  an  investment  basis  of  pronounced  safety 
and  assure  the  securing  of  money  on  especially  favorable  terms.' 


"  The  great  problem  of  American  transportation,'  the  state- 
ment continues,  'has  been  to  find  the  means  to  coordinate  Un- 
natural advantages  of  Individual  railroad  management  and  opera- 
tion -without  destroying  Initiative  and  Incentive.'  Certain  con- 
solidations of  railroads  are  necessary,  It  Is  stated,  but  an  emer- 
gency now  exists  and  the  public  Is  entitled  to  more  Immediate 
and  substantial  benefits  than  can  be  derived  from  the  great 
physical  consolidations  of  railroad  properties,  by  Immediately 
providing  for  the  coordination  as  far  as  practicable  of  the  facili- 
ties and  service  of  the  existing  railroads  and  systems. 

"It  Is  shown  that  a  troublesome  question  arises  from  the 
provision  of  the  act  which  states  that  consolidations  approvi-d 
by  the  Commission  may  become  effective  'If  all  the  carriers  In- 
volved assent  thereto,'  the  law  of  any  state  or  the  decision  or 
order  of  any  state  authority  to  the  contrary  notwithstanding. 
The  dangers  of  injunctions  by  dissenting  stockholders  are 
pointed  out  and  that  dissenting  states  will  likely  challenge  the 
authority  of  Congress  to  authorize  a  consolidation  contrary  to 
the  statutes  or  decisions  of  the  states  to  which  the  constituent 
companies  owe  their  corporate  allegiance  and  existence.  That 
the  organization  proposed  would  aid  the  Commission  In  effect- 
ing consolidations  of  railroads  as  may  prove  desirable  In  the 
public  interest  consistent  with  competitive  service  and  agricul- 
tural and  business  development. 

"Under  the  heading,  'Relief  for  Short  Lines,'  It  Is  stated  that 
this  method  of  handling  equipment  would  greatly  relieve  the 
short  lines.  Besides  securing  equipment  under  lease,  they  would 
be  saved  shop  expenses,  the  connecting  lines  taking  care  of  their 
repairs. 

"Present  methods  under  which  transportation  is  conducted 
is  discussed  at  length.  'Before  a  decision  is  reached  in  respect 
to  the  suggestion  herein  contained,'  the  statement  continues, 
'which  means  the  solution  of  the  greatest  remaining  transporta- 
tion problem  yet  unsolved,  It  becomes  necessary  for  the  Congress 
to  consider  the  conditions  under  which  the  transportation  sys- 
tem is  now  required  to  function  as  a  whole — what  have  been 
and  are  at  present  the  methods  employed.  Two  methods  have 
thus  far  been  available. 

(1)  The  voluntary  action  of  an   association  composed  of  railroad 
exectuives,    each    representing    distinctly    conflicting    interests,    which 
has   been  tried;   the   results  speak  for  themselves.     In   the  nature  of 
things    voluntary    action    must    fall    in    the    effort    to    deal    with    the 
inherent  complexity  and   difficulties  of  transportation   in   its   national 
aspect.      Prior   consideration    has    been   and    must   necessarily,    under 
voluntary  action,  continue  to  be  given  to  the  interests  of  the  individ- 
ual railroads   by  those  who  represent  them,   and  individual  points  of 
view  which  are  not  consistent  with  the  broader  interests  of  the  public 
have  always  controlled  and  must  continue  to  control. 

(2)  The   other  method   is  through   the  enlargement   or  extensions 
of   the   regulatory  powers   of   the   Interstate  Commerce  Commission — 
the  government  authority — into  those  of  operations,  now  properly  em- 
ployed as  emergency  powers.     This  extension  of  these  powers,   made 
permanent,  would  mean  government  operation. 

"It  is  pointed  out  that  this  latter  method  is  Inconsistent  with 
the  continuance  of  Initiative  and  eventually  of  private  operation. 
That  it  throws  upon  the  Commission,  an  already  overtaxed  regu- 
latory body,  the  responsibilities  of  railroad  operation;  that  the 
Commission  would  likely  rather  not  be  thus  burdened  and  prefer 
that  its  duties  continue  to  be  regulatory  and  confined  to  the 
supervision  of  the  organization  or  agency  suggested. 

"That  the  first  named  method  is  then  the  only  present  means 
at  command  to  bring  about  economies  by  the  co-ordination  of 
facilities  and  service  essential  in  the  public  interest.  That  each 
railroad  is  now  required  to  purchase  equipment  to  meet  its  maxi- 
mum requirements.  Its  normal  equipment  requirements  would 
hereafter  only  have  to  be  financied,  its  seasonal  requirements  be- 
ing supplied  under  lease — a  great  saving  in  capital  expendi- 
tures for  equipment  by  each  railroad. 

"Under  the  heading  'Shall  Government  Regulation  Extend 
to  Operation?'  it  is  pointed  out  that  last  fall  the  railroad  execu- 
tives felt  required  to  fall  back  on  the  Commission  and  request  that 
it  use  the  car  diversion  emergency  powers  granted  by  the  act. 
The  extent  to  which  operation  by  the  Commission  should  go  is 
discussed  at  length. 

"  'The  question  now  to  be  decided — and  its  decision  is  of 
most  vital  concern,'  the  statement  continues,  'is  whether  the 
power  necessary  to  the  co-ordination  of  facilities  and  service  do 
not  extend  beyond  those  of  regulation  and  into  the  field  of  rail- 
road operation;  and  whether  these  powers  shall  be  performed 
by  the  governmental  regulatory  agency  alone,  or  whether  Con- 
gress shall  enable  and  compel  the  railroads  themselves  to  bring 
about  such  co-ordination  of  facilities  and  service  under  the  super- 
vision of  the  Commission.  This  is  essential  if  incentive  and 
Initiative  are  to  be  preserved  and  private  ownership  survive.' 

"  'We  have  always  favored  extended  regulatory  powers  being 
given  the  Commission,'  says  Mr.  Warfleld,  'but  should  govern- 
ment regulation  be  extended  to  the  point  of  operation,  with  the 
tremendous  indebtedness  of  approximately  $1,300.000,000  of  the 
carriers  to  the  government  with  their  great  financial  necessi- 
ties, the  distance  from  private  to  government  ownership  of  the 
railroads  is  indeed  narrow.' 

"'Under  the  heading,  "Railroad  Men  and  Public  Service."  the 
statement  says:  'The  suggestions  herein  are  based  on  the  be- 
lief that  only  under  private  operation  fully  regulated  by  the 
Commission  can  transportation  facilities  and  service  be  supplied 
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adequate  to  the  full  development  of  agricultural  and  business  pur- 
suits, and  that  the  railroads  have  among  them  able  and  com- 
petent men  of  large  experience  who  should  be  subject  to  call  to 
perform  service  of  public  concern  in  addition  to  their  duties  on 
the  particular  railroads  by  which  they  are  employed.  This  would 
give  a  staff,  free  from  political  influences,  to  aid  and  co-operate 
with  the  Commission  in  carrying  out  such  instructions  as  Con- 
gress, by  act,  may  deem  necessary.' 

"Under  the  heading,  'Inherent  Weakness  of  Present  Sys- 
tem,' the  public  and  legislative  policies  in  respect  to  the  rail- 
roads are  discussed  as  often  contrary  to  the  public  interest  and 
to  that  of  the  owners.  'These  statements  of  fact,'  it  continues, 
'are  not  in  criticism,  but  disclose  a  weakness  inherent  in  the 
prevailing  voluntary  system  which  Congress  must  consider  in 
deciding  the  necessity  for  the  establishment  of  a  comprehensive 
means  to  insure  economy  in  railroad  operation  which  the  public 
asks  and  later  will  demand.  The  employes  are  concerned,  for 
economical  methods  of  railroad  operation  are  essential  to  steady 
employment  at  fair  wages.' 

"The  insurmountable  difficulties  in  bringing  about  readjust- 
ment which  is  now  indispensable,  by  the  voluntary  action  of 
an  association  of  executives  of  railroads,  which  necessarily  rep- 
resents the  views  of  a  small  controlling  group,  are  pointed  out. 
'Continued  evidence  is  given  of  these  difficulties,'  the  statement 
continues,  'in  the  hasty  and  ill  considered  action  as  expressed 
in  the  recent  application  before  the  Railroad  Labor  Board  at 
Chicago  to  annul  the  so-called  National  Agreements  with  em- 
ployes during  federal  control  which  left  no  alternative  to  the 
board  but  to  dismiss  the  demands  as  presented.' 

"The  methods  adopted  have  unnecessarily  arrayed  the  em- 
ployes against  the  railroads,  and  deferred  the  rehabilitation  of 
the  properties  which  depend  upon  the  re-establishment  of  their 
credit  and  the  good-will  of  the  men  identified  with  them.  That 
adjustments  are  essential  in  respect  to  working  conditions  and 
amounts  paid  many  of  the  employes  of  railroads  is  generally 
recognized,  but  it  should  be  made  plain  that  these  adjustments 
are  a  part  of  a  general  system  of  economies  which  must  be 
instituted  if  adequate  transportation  is  to  be  supplied  at  rea- 
sonable rates.  The  transportation  act  is  definite  in  requiring 
orderly  procedure  for  the  adjustment  of  wages,  which  was  not 
followed. 

"Under  the  heading,  'An  Underlying  Difficulty,'  the  following 
occurs : 

"  'There  are  two  distinct  departments  in  the  conduct  of  the 
affairs  of  a  railroad,  each  requiring  talents  widely  differing; 
one,  administration,  the  other,  operation.  Questions  of  business 
and  public  policy  have  often  been  decided  by  those  whose  train- 
ing has  not  been  along  those  lines.  This  has  been  the  under- 
lying difficulty  and  has  led  to  the  positions  taken  by  some  of 
the  controlling  factors  in  the  railroad  world  which  have  caused 
unfortunate  results.' 

"The. prohibitive  features  of  the  Clayton  act  now  in  effect 
make  this  situation  more  acute.  The  act  requires  that  officials 
of  financial  and  other  institutions  shall  resign  as  directors  of 
railroads  with  which  their  institution  may  have  relations.  This 
deprives  the  roads  of  the  advice  and  service  only  obtainable 
from  men  of  broad  and  varied  experience  acquired  from  the 
environment  that  now  disqualifies  them.  Railroad  directors  will 
be  composed  largely  of  men  with  little  or  no  business  experi- 
ence or  financial  interest  in  the  properties  they  manage,  or  of 
what  are  known  as  'dummy  directors'  or  of  both.  The  proposed 
bill  (Exhibit  K)  provides  safeguards  in  respect  to  railroad  di- 
rectorates to  protect  the  public  and  the  roads,  while  providing 
a  broad  and  effective  management. 

"The  statement  continues:  'A  crisis  exists,  culminating 
from  a  combination  of  conditions.  The  railroads  were  not  re- 
turned to  their  owners  in  the  condition  required  by  Congress 
under  the  federal  control  act.  The  act  called  for  the  return 
of  each  railroad  "in  substantially  as  good  repair  and  in  sub- 
stantially as  complete  equipment  as  it  was  in  the  beginning  of 
federal  control."  The  service  of  the  carriers  had  become  de- 
moralized and  their  business  and  organizations  disrupted.  No 
cash  was  turned  back  upon  their  return. 

"  'An  increase  in  rates  of  25  per  cent  only  was  made  during 
federal  control  by  the  Director  General  of  Railroads.  This,  It 
has  been  estimated,  yielded  approximately  $1,113,000,000  to  pay 
$2,750,000,000  (estimated)  increase  in  operations.  Had  rates 
been  advanced  proportionately  as  expenses  were  increased  they 
would  have  been  absorbed  in  general  business  activities  and 
profits  of  the  war  period  and  not  appreciably  felt.  This  was  not 
done  and  the  Commission  was  faced  with  the  necessity  of  meet- 
ing these  extraordinary  and  unprecedented  conditions.' 

"Alluding  to  the  present  return  on  the  aggregate  value  of 
railroad  property  as  far  below  what  the  Commission  thought 
the  adjusted  rates  would  yield,  Mr.  Warfleld  says : 

"  'The  Commission,  basing  its  calculations  on  a  normal  in- 
crease in  the  gross  revenues  of  the  railroads,  adjusted  rates  to 
yield  the  return  called  for  by  the  transportation  act.  Then  rap- 
idly came  violent  after-war  readjustment.  The  gross  revenues 
of  the  railroads,  instead  of  increasing,  declined  21  per  cent  from 
the  average  of  the  period,  March  1  to  September  1,  1920,  and 


a  falling  off  of  31  per  cent  from  what  had  reasonably  been  ex- 
pected. The  selling  price  of  commodities,  such  as  cotton,  grain, 
lumber,  general  merchandise,  perishable  fruits,  vegetables,  etc., 
have  fallen  with  such  unprecedented  rapidity  that  freight  rates 
necessarily  show  a  disproportionate  ratio  to  the  selling  price  of 
the  products  transported.  Low  prices  for  commodities  have 
slowed  down  shipments,  causing  the  equally  unprecedented  drop 
in  railroad  revenue  and  the  expected  return  has  not  materialized 
which  would  have  resulted  under  normal  conditions.  Economies 
must  be  instituted  to  meet  these  conditions,  and  they  can  be 
met.' 

"The  statement  concludes:  'The  questions  involved  require 
prompt  decision.  The  railroads  must  recognize  that  only  drastic 
measures  on  their  part  will  save  them  from  being  swallowed  up 
in  the  demoralization  that  government  operation  and  after-war 
readjustment  has  brought  upon  them.  It  may  be  that  a  different 
result  could  not  be  expected.  There  is  a  point  beyond  which 
rates  and  fares  cannot  be  advanced  because  of  the  conditions  the 
war  has  forced  upon  the  country,  although  more  revenue  is  nec- 
essary because  of  the  conditions  government  operation  has 
forced  upon  the  railroads. 

"  'This  situation  may  well  be  seriously  considered  by  the 
executives  of  the  railroads.  The  questions  now  at  issue  are  not 
how  much  authority  can  continue  to  be  exercised  by  a  railroad 
executive;  not  how  far  a  railroad  can  hold  on  to  the  single  use 
of  a  terminal  or  other  facility  that  by  joint  use  would  institute 
a  saving  and  fix  a  policy  to  save  all,  but  whether  the  railroads 
will  recognize  that  the  crisis  has  been  reached  which  will  decide 
the  fate  of  private  ownership  and  operation  and  that  all  must 
submit  to  a  readjustment  of  methods  which  perhaps  few  would 
desire  could  it  be  avoided.  This  is  the  situation  we  face,  it 
cannot  be  ignored.  The  employes  should  bear  their  part  in 
meeting  the  present  emergency,  the  railroads  should  bear  theirs 
through  advanced  methods  of  economy. 

"  'Whatever  is  stated  seemingly  of  criticism  is  not  so  in- 
tended; it  is  a  system  that  is  under  discussion.  American  trans- 
portation has  outgrown  it;  facts  are  necessary,  the  Congress 
cannot  be  expected  to  deal  with  the  serious  problems  it  is  now 
called  upon  to  solve  unless  in  possession  of  every  phase  of 
transportation  having  a  bearing  thereon.' " 

Warfield   Sees  Cummins 

Mr.  Warfield  conferred  with  Senator  Cummins  March  21  in 
regard  to  his  plan.  The  senator  said  he  would  not  express  any 
opinion  as  to  the  plan  at  this  time  and  that  the  matter  would 
be  gone  into  fully  at  the  investigation  of  the  railroad  situation, 
which  probably  will  be  started  about  May  1,  provided  the  Senate 
approves  the  Cummins  resolution  for  the  investigation.  Repre- 
sentatives of  the  carriers  probably  will  be  heard  first  by  the 
Senate  committee  on  interstate  commerce. 

The  plan  proposed  by  S.  Davies  Warfleld  in  behalf  of  the 
owners  of  railroad  securities  to  "save"  the  railroads  from  gov- 
ernment operation  and  ownership  follows  along  the  lines  of  the 
plan  advocated  by  Mr.  Warfield  and  his  organization  when  hear- 
ings were  being  held  before  the  House  and  Senate  committees 
on  interstate  commerce  prior  to  the  drafting  of  the  transporta- 
tion act.  Mr.  Warfield  says  the  organization  which  he  now  pro- 
poses is  along  broader  lines  than  that  previously  submitted  and 
is  "auxiliary"  to  the  transportation  act. 

While  railroad  officials  declined  to  comment  for  publication 
on  the  proposed  plan,  it  was  apparent  that  railway  executives 
generally  would  not  approve  the  Warfield  program.  Their  of- 
ficial views  will  be  given  in  detail,  no  doubt,  before  the  Senate 
committee  on  interstate  commerce  in  the  investigation  proposed 
by  Senator  Cummins. 

Mr.  Warfield,  although  a  member  of  the  Association  of  Rail- 
way Executives,  has  not  "pulled  together"  with  the  association 
in  the  past;  Considerable  ill  feeling  between  him  and  the  exec- 
utives developed  when  the  transportation  bill  was  under  con- 
sideration. Efforts  then  made  to  effect  a  "reconciliation"  proved 
fruitless  and  Mr.  Warfield,  in  getting  embodied  into  the  rate- 
making  section  of  the  act  the  principle  of  having  a  fixed  return 
prescribed  with  provision  for  division  of  excess  earnings,  scored 
a  point  on  the  executives  who  questioned  the  wisdom  of  the 
principle  so  far  as  it  related  to  the  division  with  the  government 
of  excess  earnings. 

How  far  the  new  Congress,  which  will  begin  its  special  ses- 
sin  April  11,  will  go  in  increasing  the  regulatory  power  over  the 
railroads,  is  regarded  as  problematical,  with  indications  pointing 
to  a  careful  analysis  of  the  entire  situation  before  any  amend- 
ments are  made  to  the  law. 

"The  questions  now  at  issue  are  not  how  much  authority 
can  continue  to  be  exercised  by  a  railroad  executive;  not  how 
far  a  railroad  can  hold  on  to  the  single  use  of  a  terminal  or 
other  facility  that  by  joint  use  would  institute  a  saving  and  fix 
a  policy  to  save  all,  but  whether  the  railroads  will  recognize 
that  the  crisis  has  been  reached  which  will  decide  the  fate  of 
private  ownership  and  operation  and  that  all  must  submit  to  a 
readjustment  of  methods  which  perhaps  few  would  desire,  could 
it  be  avoided,"  says  Mr.  Warfield. 

It  may  be  said  that  those  who  reflect  the  views  of  the 
principal  railway  executives  are  not  pleased  with  the  statements 
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of  Mr.  Warfleld  along  the  line  of  that  quoted  above.  They  re- 
.  .ml  him  aa  being  in  an  antagonistic  attitude  toward  the  execu- 
tives, and  resent  inferences  that  the  plan  advocated  by  him  has 
the  support  of  the  railroads.  They  believe  that  with  a  revival 
of  business  and  a  readjustment  of  operating  expenses,  the 
"crisis"  of  which  Mr.  Warfleld  makes  much  will  disappear  with- 
out the  creation  of  a  "League  of  Nations  supergovernment"  to 
run  the  railroads. 


JAMES  OPPOSES  WARFIELD  PLAN 

In  a  telegram  under  date  of  March  21  to  J.  R.  Howard,  who 
was  chairman  of  the  shippers'  conference,  held  In  Chicago, 
March  14,  Francis  B.  James,  of  Washington,  D.  C.(  urged  Mr. 
Howard  to  take  steps  at  once  to  oppose  the  proposed  Warfleld 
plan  for  the  solution  of  the  railroad  problem.  The  telegram 
follows: 

"I  wish  to  assure  you  that  I  shall  personally  stand  shoulder 
to  shoulder  with  shippers  conference  in  carrying  out  resolution 
adopted  by  it  for  repeal  of  section  15-a  of  act  to  regulate  com- 
merce as  added  by  transportation  act,  1920,  and  give  any  aid  that 
your  association  or  committee  may  ask.  Your  committee  should 
get  busy  at  once  because  morning  press  announces  that  Mr. 
Warfleld  representing  the  security  holders'  association  which 
secured  the  passage  of  section  15-a  will  appear  before  Senator 
Cummins  today  to  advocate  legislation  even  more  radical  than 
section  15-a.  You  ought  to  fill  the  vacancy  on  the  committee 
from  which  I  resigned  at  once  and  meet  the  new  assault  without 
delay. 

"The  present  railroad  crisis  can  be  met  by  securing  the  re- 
peal of  section  15-a  and  by  the  United  States  Railroad  Labor 
Board  abrogating  the  national  agreements  standardizing  rules, 
working  conditions,  and  scales  of  wages  and  applying  separate 
rules,  working  conditions  and  scales  of  wages  to  each  railroad 
as  a  unit  and  reducing  th  scale  of  wages  to  the  same  level  as 
wages  paid  in  other  industries  and  bring  them  in  harmony  with 
the  ever  decreasing  cost  of  living.  Every  effort  should  be  made 
when  Congress  convenes  on  April  11  to  amend  the  law  so  as  to 
give  the  humblest  member  of  the  public  the  absolute  and  un- 
qualified right  to  intervene  in  all  hearings  before  the  United 
States  Labor  Board.  It  is  the  duty  of  every  good  American  to 
see  that  there  is  eliminated  from  every  law  every  unconstitu- 
tional provision  permitting  any  administrative  body  no  matter 
what  its  name  or  what  good  service  it  has  rendered  in  the  past, 
to  enter  orders  without  notice,  without  public  hearing  and  with- 
out report.  Elihu  Root  has  well  said  that  regulative  administra- 
tive bodies  must  themselves  be  regulated  to  preserve  the  right 
of  the  public.  America  must  doggedly  insist  on  a  government 
by  law  and  not  a  government  by  men." 


CUMMINS  EXPLAINS  INQUIRY 

A  review  of  his  reasons  for  proposing  an  investigation  of 
the  railroad  situation  and  a  statistical  study  of  the  conditions 
confronted  by  the  carriers  in  the  last  year  are  given  by  Senator 
Cummins,  chairman  of  the  Senate  committee  on  interstate  com- 
merce, in  an  article  in  the  official  organ  of  the  Chamber  of  Com- 
merce of  the  United  States. 

"Present  operating  expenses  are  too  high,"  said  Senator 
Cummins,  "and  both  Congress  and  the  public  are  interested  In 
knowing  the  reason.  Giving  all  the  weight  which  can  be  given 
to  the  diminished  traffic  it  will  not  account  for  the  negligible  net 
income  which  the  year  will  show.  Neither  will  it  suffice  to  say 
that  critical  comparison  of  the  railway  performance  for  the  year 
just  closing,  with  the  railway  performance  under  federal  control, 
is  exceedingly  favorable  to  private  management.  That  com- 
parison, however  satisfactory  to  those  who  believe  in  private 
ownership  under  public  control,  does  not  solve  the  problem. 

"Obviously  the  conclusion  to  be  deduced  -is  that  it  is  costing 
the  railroads  too  much  to  earn  the  money  which  they  are  earn- 
ing. This  may  be  due,  of  course,  to  mismanagement,  or  to  in- 
efficiency, or  it  may  be  due  to  the  excessive  cost  of  material 
and  supplies,  or  to  unreasonable  compensation  paid  to  those, 
from  president  down,  whose  labor  operates  these  roads. 

"If  the  railroads  are  to  survive  and  render  the  service  which 
the  people  of  the  country  must  have,  the  question  I  have  pro- 
posed must  be  answered.  It  must  be  answered  speedily,  wisely 
and  justly.  It  will  be  found,  I  think,  that  the  answer  does  not 
lie  in  the  main  with  additional  legislation,  but  in  the  prompt 
and  fair  administration  of  existing  law.  However  that  may  be. 
the  people  have  a  right  to  know  all  the  facts,  and  make  up  their 
own  minds  after  an  intelligent  consideration  of  the  entire  sub- 
ject. To  that  end  the  investigation  I  have  suggested  ought  to 
be  made,  and  so  far  as  I  can  influence  the  matter  It  will  be 
made." 

Senator  Cummins  points  out  that  "notwithstanding  the  in- 
crease of  something  like  thirty-five  per  cent  in  railroad  rates 
which  became  effective  about  the  first  of  last  September,  the 
railroads,  as  a  whole,  show  a  very  small  net  operating  income, 
while  many  of  them  have  not  earned  the  cost  of  maintenance 
and  operation. 

"There  seems  to  be  a  widespread  misapprehension  with  re- 


gard to  the  causes  for  thin  lamentable  result;  or  If  not  misap- 
prehension at  least  a  failure  to  understand  a  situation  which 
threatens  the  solvency  of  many  of  the  best  railways  of  the  coun- 
try. I  find  among  those  who  have  given  some  study  to  the  pre- 
vailing conditions  radical  differences  of  opinion,  both  as  to  the 
cause  and  the  remedy.  Thin  conflict  of  opinion  arises,  In  my 
judgment,  from  a  misunderstanding  of  the  facts  which  have 
transpired  in  the  last  year,  and  It  seems  to  me  that  there  ought 
to  be  an  Immediate  Inquiry,  attended  with  the  utmost  publicity, 
into  the  operation  and  management  of  the  railroads  since  they 
were  returned  to  their  owners.  With  this  In  view,  I  Intend  at 
the  opening  of  the  next  session  of  Congress  to  submit  to  the 
Senate  a  resolution  proposing  the  broadest  sort  of  Investigation 
Into  the  subject.  The  people  want  to  know  just  what  has  hap- 
pened during  the  past  year;  why  existing  railroad  rates  have  not 
accomplished  the  purpose  of  the  act  which  returned  the  roads 
to  their  owners;  and  especially  why  the  cost  of  maintenance 
and  operation  has  not  been  reduced. 

"It  is  obvious  that  rates  should  not  be  increased;  If  for  no 
other  reason  than  that  another  general  advance  In  rates  would 
probably  diminish  rather  than  enlarge  the  net  railway  Income. 
There  are,  therefore,  but  two  ways  in  which  the  net  income  can 
be  advanced: 

"First,  by  an  Increase  in  the  volume  of  traffic  without  a  cor- 
responding increase  in  the  cost  of  maintenance  and  operation. 

"Second,  by  a  reduction  in  the  cost  of  maintenance  and 
operation." 

"In  considering  the  statistics  which  I  am  about  to  present, 
it  must  be  remembered  that  they  do  not  embrace  and  have  no 
reference  to  expenditures  for  construction  or  equipment  charge- 
able to  capital  account.  Under  the  system  of  railway  reporting 
required  by  the  Interstate  Commerce  Commission  the  net  rail- 
way operating  income  of  any  given  railroad  is  the  amount  which 
remains  after  payment  of  the  cost  of  maintenance,  operation 
and  taxes,  with  the  proper  adjustment  of  equipment  and  joint 
facility  rents.  In  other  words,  it  is  the  amount  which  the  rail- 
way company  may  use  for  the  payment  of  interest  upon  its  obli- 
gations, dividends,  upon  Its  capital  stock,  for  adding  to  its 
surplus,  or  investment  in  any  lawful  way  as  capital  is  invested. 

"It  is  generally  believed  that  during  the  latter  part  of  the 
year  1920  the  volume  of  traffic  was  materially  less  than  for 
corresponding  periods  in  former  years,  and,  if  this  be  true.  It 
would  tend  to  explain  the  decrease  in  net  operating  income,  for 
the  cost  of  maintenance  and  operation  does  not  diminish  in  the 
exact  proportion  of  a  lessening  traffic. 

"The  aggregate  net  ton-miles  carried  from  March  1,  1920, 
to  December  31,  1920,  was  381,482,259,000.  For  the  same  period 
in  1919,  the  aggregate  was  340,425,083,000.  It  is,  I  assume, 
understood  by  everybody  that  the  phrase,  'net  ton-miles'  means 
the  number  of  tons  of  freight  carried  one  mile.  The  number 
of  passenger-miles  during  the  same  time  in  1920  was  39,959,099,- 
000,  while  for  1919  it  was  39,528,264,000.  Measured  by  this 
standard  the  volume  of  traffic  upon  all  the  railroads  of  the  coun- 
try was  greater  in  1920  than  in  1919.  In  round  numbers,  figures 
for  the  entire  year  1918  are  360,000,000,000  and  for  1917,  350,000,- 
000,000  with  passenger-miles  for  those  two  years  35,000,000,000 
and  34,000,000,000,  respectively. 

"Toward  the  latter  part  of  the  year,  and  continuing  up  to 
this  time,  there  was  and  still  is  a  remarkable  decrease  in  the 
number  of  cars  of  revenue  freight  loaded.  The  following  table 
discloses  that  information  and  the  comparison  with  1920: 

Cars  of  Revenue  Freight 

Loaded — 

1920.  1921. 

January  1   745.446  598.905 

January  8  830.673  706.413 

January  15  840.524  709.888 

January  22  804.866  70J.115 

January  29   803.332  699.936 

February   5    762.680  696.997 

February    12    786.633  681.627 

February   19 772.102  695.506 

"Another  indication  of  a  condition  which  began  in  November, 

1920,  and  which  has  progressed  steadily  up  to  the  present  time,  Is 
a  surplus  of  freight  cars;  that  is  to  say,  the  number  of  cars  for 
which  there  is  no  present  use.    On  December  21,  1920,  the  num- 
ber of  such  cars  was  204,608.    The  number  rose  during  January. 

1921,  and  at  the  close  of  that  month  was  324,186;  and  on  Febru- 
ary 14,  1921,  the  number  was  290,550. 

"Those  statistics  very  clearly  show  that  while  the  volume 
of  traffic  for  the  last  ten  months  of  1920,  taken  as  a  whole,  was 
greater  than  during  the  same  perior  in  1919,  or  indeed  at  any 
former  similar  period,  yet,  beginning  as  early  as  November  and 
proceeding  rapidly  to  the  present  moment,  there  has  been  a 
tremendous  diminution  in  traffic.  These  statistics  accord  with 
our  observation  with  respect  to  the  decline  in  business  during 
the  latter  part  of  1920  and  the  early  part  of  1921. 

"I  direct  attention  now  to  the  operating  revenues  and  operat- 
ing expenses  from  March  1,  1920,  to  December  31.  1920.  The 
operating  revenues  of  all  class  I  roads  amounted  to  $5, 299.654. 154. 
Operating  expenses,  including  taxes  and  the  adjustment  of  equip- 
ment and  joint  facility  rents,  amounted  to  $5,289.348.937,  leaving 
a  net  operating  income  for  these  ten  months  of  $10,305,517,  and 
if  we  assume  that  the  remaining  two  months  of  the  year  from 
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March  1,  1920,  to  March  1,  1921,  show  no  better  results,  then, 
for  the  whole  period,  the  net  operating  Income  will  amount  to 
no  more  than  one-fifteenth  of  one  per  cent  of  the  value  of  the 
railroads  as  estimated  by  the  Interstate  Commerce  Commission. 

"It  is  interesting  and  instructive  to  know  that  the  net  operat- 
ing income  for  March,  1920,  was  $14,320,571.  In  April  there  was 
a  net  deficit  of  $29,604,417;  in  May,  of  $13,455,871;  in  June,  of 
$16,284,900;  in  July,  of  $10,427,989,  and  in  August,  of  $155,227,617. 
The  great  deficit  of  August  is  probably  accounted  for  by  the  back 
compensation  ordered  paid  to  the  employes  by  the  Railroad  La- 
bor Board  in  July. 

"In  September,  that  being  the  first  month  under  the 
creased  rates  which  were  established  by  the  Interstate  Com- 
merce Commission,  there  was  a  net  operating  income  of  $75,- 
310311;  in  October,  a  net  operating  income  of  $86,455,487;  in 
November,  of  $54,343,793,  and  in  December,  of  $10,225,583.  The 
decreasing  net  income  in  November  and  December  seems  co- 
incident with  the  decreasing  volume  of  traffic  which  began  in 
November  and  which  is  still  in  progress. 

"It  may  be  helpful  to  institute  a  comparison  here  and  there. 
For  January,  1915,  considering  only  Class  I  roads,  railway  operat- 
ing expenses  were  $163,654,452.  In  December,  1915,  these  ex- 
penses were  $184,510,067;  in  January,  1916,  $183,702,959,  and  in 
December  of  that  year,  $209,615,966;  in  January,  1917,  $215,496,- 
356  and  in  December  of  that  year,  $251,302,146;  in  January,  1918, 
$271,521,592,  and  in  December  of  that  year,  $396,468,865;  in  Janu- 
ary, 1919,  $360,465,815,  and  in  December  of  that  year,  $414,615,756. 

"The  expenses  I  have  just  given  do  not  include  taxes  or  the 
adjustment  of  equipment  and  joint  facility  rents.  In  March, 
1920,  these  expenses  had  risen  to  $421,713,184;  in  July,  to  $511,- 
773,300;  in  August,  to  $678,728,682,  and  in  December,  1920,  they 
had  fallen  to  $523,206,889." 

RAILROAD  ECONOMIES  CONSIDERED 

The  Traffic   World  Washington  Bureau 

Consideration  of  the  problem  of  effecting  economies  in  the 
operation  of  the  railroads  has  been  taken  up  by  the  Interstate 
Commerce  Commision.  The  first  conference  with  representa- 
tives of  the  carriers  on  that  subject  was  held  in  the  office  of 
Chairman  Clark  the  afternoon  of  March  18,  Commissioners  Pot- 
ter and  Eastman  also  being  present. 

Officials  of  the  carriers  who  attended  the  conference  were 
A.  H.  Smith,  president  of  the  New  York  Central;  Daniel  Wil- 
lard,  president  of  the  Baltimore  &  Ohio;  A.  T.  Dice,  president 
of  the  Philadelphia  &  Reading;  F.  D.  Underwood,  president  of 
the  Erie;  and  Elisha  Lee,  vice-president  of  the  Pennsylvania. 

These  officials  came  to  Washington  on  the  invitation  of 
the  Commission.  The  matter  before  the  conference  was  dis- 
cussed only  in  a  general  way,  it  was  said,  and  nothing  definite 
was  determined  upon. 

The  conference  lasted  from  2  to  4:30  p.  m.  The  repre- 
sentatives of  the  carriers  declined  to  comment  on  the  con- 
ference. 


COWAN  TALKS  TO  HARDING 

The  Traffic  World  Washington  Bureau 

After  a  conference  with  President  Harding,  March  19,  S.  H. 
Cowan,  of  Ft.  Worth,  Tex.,  counsel  for  live  stock  interests  of 
the  southwest,  said  he  told  the  President  he  would  submit  briefs 
in  which  the  questions  of  repealing  Section  15-a  of  the  inter- 
state commerce  act — the  rate-making  section — and  of  the  restor- 
ation of  full  state  control  over  rates  would  be  discussed.  He  said 
the  President  said  he  would  consider  the  briefs  but  that  he 
would  not  touch  on  the  railroad  question  in  his  message  to 
Congress  at  the  special  session  which  has  been  called  for  April 
11.  Mr.  Cowan  said  the  President  indicated,  however,  that  he 
intended  to  give  serious  consideration  to  the  transportation 
problem  after  the  special  session  gets  under  way. 

W.  N.  Doak,  vice-president  of  the  Brotherhood  of  Railway 
Trainmen,  conferred  with  President  Harding,  it  is  understood, 
in  regard  to  the  railroad  situation  as  affected  by  the  labor  ques- 
tion. Mr.  Doak  is  the  principal  legislative  representative  of  the 
big  brotherhoods  in  Washington.  He  visited  Mr.  Harding  at 
Marion  last  winter  and  was  then  invited  to  make  a  visit  to  the 
White  House.  ~No  particular  significance  was  attached  to  the 
conference. 


LABOR  BOARD  VACANCIES 

The  Traffic  World  Washington  Bureau 

The  terms  of  three  of  the  members  of  the  United  States  Rail- 
road Labor  Board  will  expire  in  April  and  the  vacancies  will 
have  to  be  filled  by  President  Harding,  by  and  with  the  advice 
and  consent  of  the  Senate,  from  nominations  which  will  be  sub- 
mitted from  the  representatives  of  the  employes  and  the  rail- 
roads, except  that  the  public  representative  will  be  named  directly 
by  the  President. 

The  members  of  the  board  whose  terms  expire  in  April  are 
Henry  T.  Hunt,  of  the  public  group;  William  L.  Park  of  the 
railroad  management  group,  and  James  J.  Forrester  of  the  labor 


gtoup.  The  nominations  of  the  present  members  of  the  board 
were  confirmed  April  15,  1920,  by  the  Senate. 

Under  the  labor  provisions  of  the  transportation  act,  it  was 
provided  that  of  the  nine  original  members  of  the  Labor  Board, 
one  from  each  group  should  be  appointed  for  one  year,  one  for 
two  years  and  one  for  three  years.  Messrs.  Hunt,  Park  and 
Forrester  were  named  for  one  year  each.  The  law  provides  that 
the  successors  of  the  original  members  of  the  board  shall  hold 
office  for  terms  of  five  years  each,  so  that  whoever  is  appointed 
from  now  on  will  be  appointed  for  a  full  term  of  five  years. 

The  law  provides  that  vacancies  on  the  board  shall  be  filled 
in  the  same  manner  as  the  original  appointment,  that  is,  that 
the  labor  and  management  groups  each  may  submit  to  the  Presi- 
dent not  less  than  six  nominees  whose  nominations  shall  be  made 
in  accord  with  rules  and  regulations  prescribed  by  the  Interstate 
Commerce  Commission.  From  the  list  of  nominees  submitted 
by  each  group  the  President  ia  directed  to  select  his  nominations. 

LABOR  BOARD  HEARING 

At  the  afternoon  session  of  the  Labor  Board,  March  18,  Frank 
P.  Walsh,  attorney  for  the  labor  unions,  did  little  more  than 
verify  the  facts  regarding  the  two  conflicting  reports  of  the  labor 
committee  of  the  Association  of  Railway  Executives,  brought  out 
at  the  morning  session.  T.  DeWitt  Cuyler,  chairman  of  the  asso- 
ciation, admitted  that  the  facts  were  as  borne  out  by  copies  of 
the  reports  and  correspondence  which  had  been  previously  read, 
but  added  that  the  reports  were  the  subject  of  thorough  discus- 
sion at  the  association  meeting  and  that,  before  the  minority 
report  was  adopted,  most  of  the  committee  members  who  were 
in  favor  of  boards  of  adjustment  had  changed  their  views. 

Mr.  Cuyler  pointed  out  that  the  committee  report  was  adopted 
before  the  Labor  Board  had  decided  to  separate  the  two  subjects 
of  wages  and  national  agreements  and  that  the  association 
meeting  was  not  held  until  after  the  wage  decision  had  been 
handed  down.  It  was  thought,  he  said,  that  any  action  on  the 
part  of  the  association  in  endeavoring  to  found  national  boards 
of  adjustment  would  embarrass  E.  T.  Whiter  and  his  committee, 
into  whose  hands  had  been  put  the  task  of  conducting  the  rail- 
roads' side  of  the  case  in  the  national  agreement  dispute,  because 
the  acceptance  of  national  arbitration  boards  might  be  construed 
by  the  board  as  a  reason  for  forcing  the  acceptance  of  national 
agreements. 

Several  times  in  the  proceedings,  Chairman  Barton,  of  the 
board,  questioned  Mr.  Walsh  as  to  what  points  revelant  to  the 
national  agreements  he  was  driving  at.  Mr.  Walsh  seemed  to 
be  in  full  control  of  the  session,  however,  and  to  his  remark 
that  he  hoped  the  chairman  would  cease  interrupting,  Mr.  Bar- 
ton replied:  "I  can  see  that  it  will  save  time  to  let  you  go  ahead 
in  your  own  way." 

Frank  P.  Walsh,  attorney  for  the  labor  unions,  continued  his 
examination  of  the  railroad  executives  before  the  Labor  Board 
March  19.  The  point  he  was  trying  to  make  became  apparent 
when  he  spent  a  good  portion  of  the  morning  questioning  T. 
DeWitt  Cuyler,  chairman  of  the  Association  of  Railway  Execu- 
tives, regarding  the  difference  between  national  boards  of  ad- 
justment and  national  agreements.  Mr.  Walsh  seemed  elated 
when  Mr.  Cuyler  finally  admitted  that  to  his  mind  they  were 
in  effect  synonymous  terms. 

His  elation  was,  however,  short  lived,  when,  after  a  ques- 
tioning of  Carl  R.  Gray,  president  of  the  Union  Pacific  and  chair- 
man of  the  associations'  labor  committee  at  the  time  the  report 
favoring  national  boards  of  adjustment  was  adopted,  it  was  dis- 
closed not  only  that  Mr.  Gray  disagreed  with  Mr.  Cuyler  on  this 
point,  but  that  the  committee  had  not  directly  recommended  the 
formation  of  national  boards  of  adjustment.  He  said  the  report 
merely  recommended  conferences  between  the  executives  and 
the  labor  representatives  to  see  whether  national,  regional  or 
local  boards  should  be  formed. 

"National  agreements,"  said  Mr.  Gray,  "'were  never  in  the 
minds  of  the  committee  members.  The  distinction  between  the 
majority  and  the  minority  reports  was  not  so  much  as  to  whether 
or  not  there  should  be  adjustment  boards,  but  the  feeling,  ex- 
pressed in  Mr.  Atterbury's  report,  that  adjustment  boards  meant 
national  agreements.  If  I  and  the  other  nine  members  of  the 
committee  had  agreed  with  Mr.  Atterbury  on  this  point  the  ma- 
jority report  would  have  been  different. 

"My  feeling  is  that  in  a  situation  so  extensive  and  dealing 
with  such  varied  conditions  it  is  impossible  to  devise  rules  that 
will  operate  justly  over  the  whole  country.  I  have  reached  the 
conclusion,  from  experience  operating  in  all  parts  of  the  coun- 
try and  as  director  of  operations  during  the  time  of  federal  con- 
trol, that  rules  that  seem  to  operate  successfully  on  the  lines 
with  which  I  am  working  may  produce  unfair  and  unreasonable 
results  elsewhere.  Even  within  the  last  year  I  have  seen  two 
or  three  interpretations  placed  on  rules  by  this  board  that  dif- 
fered radically  from  anything  I  could  see  in  them." 

The  Labor  Board  had  planned  to  complete  the  testimony  of 
the  executives  March  19  so  as  to  release  them,  but  when  it  be- 
came apparent  that  it  would  be  impossible  to  do  so  the  hearing 
suspended  until  March  21.  Up  until  the  time  of  adjournment  W. 
W.  Atterbury,  vice-president  of  the  Pennsylvania  and  chairman 
of  the  labor  committee,  had  not  been  placed  on  the  stand. 
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Asserting  that  he  had  no  faith  in  national  agreement*  and 

t  "no  one  in  the  world"  could  give  him  orders  to  change  his 
mind,  W.  W.  Atterbury,  vice-president  of  the  Pennsylvania  Lines 
and  chairman  of  the  Association  of  Railway  Executives'  recently 
dissolved  labor  committee,  denounced  all  the  rules  In  these  agree- 
ments at  the  hearing  before  the  Labor  Board,  March  21. 

"You  can't  make  the  same  rule  work  under  a  snow  plow  at 
Mackinac  that  will  work  under  a  palm-leaf  fan  at  Norfolk,"  he 
said.  "Rules  depend  on  the  character  of  the  work  and  should 
be  entered  into  by  the  officers  of  the  road  and  their  employes." 

Switching  his  tactics,  Frank  P.  Walsh,  attorney  for  the  labor 
unions,  then  attempted  to  get  Mr.  Atterbury  to  admit  that  there 
\\rre  some  of  the  rules  that  might  be  applied  nationally.  Mr. 
Attcrbury,  however,  would  not  even  admit  the  necessity  of  ap- 
plying like  safety  rules  on  all  lines.  "These,"  he  said,  "must 
depend  to  a  certain  extent  on  the  financial  ability  of  the  road 
to  carry  them  out."  The  eight-hour  law,  he  admitted,  would  be 
more  fair  if  it  specified  eight  hours  of  work  as  a  day  Instead 
of  merely  eight  hours,  he  said,  although  different  classes  of  work 
require  different  lengths  of  workdays. 

In  his  opening  statement  Mr.  Atterbury  warned  against  a 
hasty  judgment  in  the  present  dispute.  "We  have  come  to  the 
parting  of  the  ways,"  he  said.  "One  road  leads  to  government 
ownership,  nationalization  and  Plum-planism — the  other  to  In- 
dustrial peace  and  the  continuation  of  that  individual  initiative, 
energy  and  responsibility  which  is  peculiarly  American.  The 
issue  is  in  the  hands  of  the  Labor  Board.  The  sign  board  on 
one  road  is  'National  Agreements' — the  sign  board  on  the  other 
is  'Negotiate  Directly  with  Your  Own  Employes.'  Each  railroad 
negotiating  with  its  own  employes  Is  the  only  road  to  industrial 
peace." 

Commenting  on  the  national  agreements  as  they  now  remain 
in  force,  Mr.  Atterbury  voiced  his  belief  that  they  were  to  a  cer- 
tain extent  forced  on  the  Director-General  by  a  strike  threat 
on  the  part  of  the  workers.  Answering  Mr.  Walsh's  questions 
regarding  the  dissolution  of  the  labor  committee,  Mr.  Atterbury 
admitted  that  it  had  been  done  on  his  motion  because  "you  and 
Mr.  Jewell  made  the  statement  before  this  board  that  the  rail- 
roads were  prepared  to  deal  nationally  with  the  labor  unions." 

An  official  circular  of  the  railway  employes'  department  of 
the  American  Federation  of  Labor  was  produced  which  con- 
tained the  picture  of  an  undernourished  dog,  labeled  "railroads," 
being  fitted  with  an  oversized  collar,  labeled  "national  agree- 
ments." "This,"  Mr.  Atterbury  said,  "would  be  comical  if  it 
did  not  so  accurately  picture  the  facts." 

An  attempt  on  the  part  of  the  labor  leaders  to  introduce 
a  letter,  alleged  to  have  been  written  to  all  supervising  employes 
on  the  Pennsylvania  Lines  in  the  southwestern  region  by  Gen- 
eral Manager  I.  W.  Geer,  failed  March  22  before  the  Labor  Board 
when  T.  DeWitt  Cuyler  announced  that  a  long-distance  tele- 
phone call  resulted  In  an  indignant  denial  by  Mr.  Geer  that 
such  a  communication  had  ever  been  sent  from  his  office.  Frank 
P.  Walsh,  attorney  for  the  labor  unions,  read  the  letter,  which 
urged  the  supervisors  to  conduct  an  investigation  to  ascertain 
the  feeling  of  the  workers  regarding  national  agreements  and 
to  "resort  even  to  defamation  of  all  labor  organizations  if  neces- 
sary," in  obtaining  the  desired  information.  The  Labor  Board 
ruled  that  the  letter  should  not  be  placed  in  the  record  until 
there  was  proof  of  its  authenticity. 

The  closed  shop  seemed  to  be  the  chief  bone  of  contention 
at  the  hearing  March  22.  Mr.  Walsh  charged  that  the  execu- 
tives had  been  concentrating  efforts  on  eliminating  the  labor 
unions  and  that  $800,000  had  been  appropriated  to  maintain  an 
espionage  system  in  1914.  Mr.  Atterbury  insisted  that  the  entire 
report  of  the  committee  advocating  this  appropriation  be  read 
so  that  it  might  become  known  to  the  board  that  most  of  It  was 
spent  in  taking  care  of  outlaw  strikes  on  the  road  that  year. 
He  charged  in  turn  that  the  attempted  policy  on  the  part  of  the 
labor  unions  to  deny  seniority  rights  to  others  than  union  mem- 
bers served  to  force  many  unwilling  men  Into  the  labor  organi- 
zations. 

Mr.  Walsh  pointed  out  that  the  fact  that  only  175  disputes 
were  now  before  the  board  from  railroads  aggregating  a  mileage 
of  250,000,  was  proof  of  the  efficacy  of  the  national  agreements. 
In  reply,  Mr.  Atterbury  stated  that  the  reason  was  because  there 
was  not  much  more  to  give  to  the  men,  the  "people  at  Washing- 
ton having  given  them  about  all  they  asked  for." 

In  the  course  of  the  examination  Mr.  Atterbury  called  at- 
tention to  the  way  In  which  the  agreements  between  the  Penn- 
sylvania and  its  employes  were  working.  "  I  claim  no  superi- 
ority or  clearness  of  vision  for  the  Pennsylvania  officials,"  he 
said,  "but  I  do  claim  that  they  have  been  sincere  In  their  efforts 
to  establish  mutually  satisfactory  working  conditions.  A  man 
is  undoubtedly  entitled  to  a  fair  living  wage  but  he  is  also  under 
obligations  to  give  a  fair  day's  work  In  return.  If  there  Is  any 
one  thing  I  have  been  trying  to  stress  it  Is  that  these  uniform 
rules  and  working  conditions  are  holding  up  progress  and  re- 
stricting production  in  every  way." 

The  examination  of  the  four  members  of  the  Association  of 
Railway  Executives,  who  had  been  summoned  before  the  Labor 
Board  at  the  request  of  union  officials,  came  to  a  close  March 
23.  The  testimony  on  the  last  day  consisted  chiefly  of  a  series 
of  questions  put  to  W.  W.  Atterbury,  vice-president  of  the  Penn- 


sylvania, by  Frank  I*.  Walsh,  attorney  for  the  labor  union*. 
regarding  the  statement  made  before  the  board  on  February  10 
by  Mr.  Atterbury  to  the  effect  that  the  present  rule*  and  workliiK 
conditions  were  coating  the  railroads  In  excees  of  $300,000,000 
a  year.  Instead  of  modifying  these  figures,  as  suggested  by 
Mr.  Walsh,  Mr.  Atterbury  said  that  subsequent  reports  of  the 
Interstate  Commerce  Commission  proved  them  to  be  too  conserva- 
tive, $500,000,000  being  perhaps  nearer  the  true  amount. 

Mr.  Walah  called  the  attention  of  the  witness  to  the  master 
car  builders'  rules  and  the  uniform  system  of  cost  accounting 
on  the  railroads  and  asked  If  their  successful  application  did 
not  prove  the  workability  of  national  rules  and  regulations. 
Mr.  Atterbury  replied  by  saying  that  the  car  builders'  rules  were 
purely  mechanical.  The  standardization  of  costs,  he  said,  was 
not  really  equitable  but  represented  the  nearest  thing  to  an 
average  that  could  be  obtained  for  use  all  over  the  country. 
"At  that,"  he  said,  "this  subject  is  the  classic  dispute  that  comes 
up  at  every  meeting  of  the  association." 

B.  M.  Jewell,  president  of  the  railway  employes'  section  of 
the  A.  F.  of  L.,  who  was  to  take  the  stand,  March  23,  to  put  In 
some  direct  testimony  for  the  workers,  expressed  satisfaction 
over  over  the  appearance  of  the  executives,  saying  that  the  labor 
leaders  had  proved  all  that  they  had  alleged.  "We  have  shown." 
he  said,  "that  a  majority  of  the  labor  committee  of  the  executives 
were  In  favor  of  the  national  agreements  and  that  the  minority 
program  was  forced  on  the  roads  by  Mr.  Atterbury.  We  have 
also  shown  that  the  Pennsylvania  System  alone  has  been  spend- 
ing as  much  as  $800,000  a  year  in  an  effort  to  break  up  the  labor 
unions." 

The  executives,  on  the  other  hand,  issued  the  following 
statement  through  E.  T.  Whiter,  chairman  of  their  manage- 
ment conference  committee: 

"The  five  days  of  questioning  have  failed  to  bring  forth  a 
single  fact  supporting  the  charges  made  by  the  labor  unions. 
The  records  of  the  association  and  the  testimony  of  the  witnesses 
made  clear  that  the  railway  executives  have  always  been  unani- 
mously opposed  to  the  so-called  national  agreements.  No  evidence 
was  found  to  prove  that  the  railroads  were  engaged  in  any  attack 
on  labor  organizations,  all  the  Information  going  to  show  that 
what  the  railroads  had  been  trying  to  do  was  to  bring  about 
negotiations  between  each  individual  railroad  and  its  own 
employes." 

Before  beginning  the  reading  of  his  prepared  argument  be- 
fore the  Labor  Board,  March  24,  B.  M.  Jewell,  president  of  the 
railway  employes'  section  of  the  American  Federation  of  Labor, 
read  considerable  correspondence  that  had  passed  between  him 
and  A.  O.  Wharton,  former  president  and  now  a  member  of  the 
board,  prior  to  the  adoption  of  the  national  agreements  that  are 
under  attack.  He  said  this  correspondence  would  "complete  the 
record;"  in  fact,  however,  the  general  tone  of  It  seemed  to  bear 
out  the  contention  of  the  railroad  men  that  the  Washington 
authorities  were  anxious  to  accede  to  all  the  demands  of  the 
workers. 

Mr.  Jewell's  first  argument  against  the  railroads'  plan  of 
referring  disputes  to  committees  composed  of  officers  and  work- 
ers on  each  Individual  road  was  that  such  a  course  would  be 
expensive  to  the  workers.  He  said  each  committee  would  neces- 
sarily be  composed  of  one  labor  representative  from  each  craft 
and  that,  therefore,  the  services  of  some  5,158  committeemen 
at  a  total  expense  of  $5,918,442  would  be  needed.  He  said  that 
the  adoption  of  uniform  rules  and  working  conditions  had  ma- 
terially decreased  the  labor  turnover  that  had  been  one  of  the 
arguments  used  by  the  roads  In  1917  when  seeking  a  raise  in 
rates.  "Labor  turnover,"  he  said,  "was  mostly  due  to  the  fact 
that  wages  and  conditions  of  employment  were  more  favorable 
on  one  railroad  than  on  another." 

A  letter,  signed  by  Mr.  Jewell,  was  received  by  the  board 
March  24,  requesting  that  W.  G.  Besler,  president  of  the  Central 
Railroad  of  New  Jersey;  E.  E.  Loomls,  president  of  the  Lehigh 
Valley  Railroad;  and  H.  E.  Bryam,  president  of  the  Chicago, 
Milwaukee  &  St.  Paul,  be  ordered  to  appear  before  the  board 
April  4,  to  be  questioned  as  to  the  divergence  of  opinion  on 
national  agreements  expressed  in  reports  of  the  labor  committee 
of  the  Association  of  Railway  Executives,  of  which  committee 
they  were  members. 


PENNSYLVANIA  APPEALS  TO  EMPLOYES 

In  a  statement  to  the  employes  of  the  Pennsylvania  System, 
issued  March  22,  Samuel  Rea,  president,  asks  the  co-operation 
of  the  men  and  sets  forth  the  emergency  which  has  made  the 
pending  wage  and  salary  cut  on  the  road  necessary.  Conferences 
between  the  men  and  the  executives  of  the  various  regions  of 
the  system  will  begin  March  31.  Committees  are  now  at  work 
preparing  the  new  scale  of  wages  and  salaries  to  go  into  effect 
April  20. 

"If  every  man  on  this  railroad  could  come  into  my  office 
and  see  for  himself  the  facts  that  confront  us,  I  would  not  be 
addressing  you  this  day,"  says  the  statement. 

"There  is  only  one  way  left  to  keep  our  expenses  within 
our  income  and  that  is  to  lower  salaries  and  wages.  Under  such 
circumstances  as  these  It  Is  necessary  to  ask  your  co-operation, 
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and  I  have  known  Pennsylvania  men  so  long  that  I  do  so  without 
hesitation. 

"The  directors  of  this  company  have  given  their  word  mat 
justice  and  fair  play  will  be  accorded  to  all.  I  promise  you 
that  policy  will  be  scrupulously  followed. 

"All  I  want  to  ask  of  you  is  one  thing,  be  open-minded.  We 
have  no  intention  nor  desire  to  reduce  wages  to  unfair  levels. 
There  is  no  conspiracy  to  disrupt  your  national  organizations. 
We  are  simply  face  to  face  with  conditions  that  force  the  steps 
we  are  taking.  You  men  have  assisted  in  making  this  the 
greatest  railroad  in  the  country.  It  is  our  job,  yours  and  mine, 
to  serve  the  public  as  economically  and  efficiently  as  possible. 

"We  have  succeeded  in  the  past  by  working  together  with 
mutual  good  will  and  co-operation.  In  that  way  alone  we  can 
succeed  now,  and  I  want  to  feel  that  I  can  continue  to  count 
on  your  spirit  of  fair  play,  common  sense  and  wholehearted 
service." 

WAGES  AND  INCOME 

The  Association  of  Railway  Executives  has  issued  the  fol- 
lowing statement  to  show  the  effect  of  railroad  wage  increases 
since  1917  and  the  decrease  in  income  since  that  year: 

"According  to  figures  compiled  by  the  Bureau  of  Railway 
Economics,  the  pay  and  "number  of  railway  employes  have  in- 
creased as  follows: 

Average  Average 

number  yearly  wage,  Aggregate 

Year                                       employes.  all  employes.  wages  paid. 

1917                                 1,732,876  $1,004  $1,739,482,142 

1918  1  841,575  1,419  2,613,813,351 
1,913,000  1,483  2,836,800,000 

!920     !'.'. 1,993,524  1,806  3,599,746,000 

"The  following  table  shows  net  operating  income,  payroll, 
and  compensation  to  capital  of  the  railways  during  the  years  1917, 
1918,  1919  and  1920  (000  omitted) : 

Estimated, 
1917.  1918.  1919.  1920. 

Net    operating    income $    934,068     $    638,568     $    454,990     $      62,264 

Total    payrooll    1,739,482       2,613,813       2,836,800       3,600,000 

Compensation  to  capital — 

Interest     419,010          426,398          449,028          475,000 

Dividends    320,395          275,336          278,386          278,000 

"NOTE:  The  increase  in  the  interest  item  is  due  to  short- 
time  borrowing;  interest  on  funded  debt  has  remained  sta- 
tionary." 


WAGE  INCREASES  IN  JULY 

The  Traffic  World  Washington  Bureau 

The  Commission,  March  19,  issued  a  summary  of  the  num- 
ber, service,  and  compensation  of  employes  on  the  Class  1  roads 
for  the  month  of  July,  1920,  showing  the  increase  for  that  month 
resulting  from  Decision  No.  2  of  the  United  States  Railroad 
Labor  Board  on  July  20. 

The  compilation  shows  an  actual  disbursement  in  July  of 
$58,855,968  due  wholly  to  the  wage  increase  decision  or  that 
much  more  than  would  have  been  paid  out  had  not  the  Labor 
Board's  decision  changed  the  base  of  compensation.  It  further 
shows  that  if  there  had  been  no  deaths  or  resignations  in  or 
from  the  ranks  of  the  employes,  the  additional  disbursement 
would  have  been  $1,090,640  greater  than  it  actually  was.  The 
increase  in  percentage  amount  was  20.98. 

The  July  figures  are  being  taken  to  indicate  that  the  wage 
increase  will  be  greater  than  estimated  either  by  the  Labor 
Board  or  by  the  railroad  executives.  The  former  estimated  that 
its  order  would  result  in  an  increase  of  approximately  $618,- 
000,000,  annually,  and  the  executives  estimated  that  the  increase 
would  amount  to  approximately  $625,000,000.  Were  July  one- 
twelfth  of  the  year,  in  a  fiscal  sense,  the  indicated  increase  in 
the  wage  burden  would  be  approximately  $718,000,000  instead 
of  the  other  estimates. 

July,  however,  as  a  rule,  is  not  an  average  month.  Multi- 
plication of  its  payroll  by  twelve  would  give  an  inflated  esti- 
mate for  the  year.  The  figures,  however,  are  certain  indicators 
that  the  monetary  burden  by  reason  of  the  Labor  Board  decision 
will  be  at  least  $50,000,000  greater  than  estimated  by  the  board 
itself. 

The  number  of  employes  in  service  at  the  middle  of  July 
was  2,080,687.  Of  that  number,  1,987,658  were  affected  by  the 
decision. 

Some  employes,  classed  as  general  officers  or  their  assis- 
tants, who  were  not  covered  by  the  wage  award,  received  in- 
creases in  salaries  to  maintain  a  relation  between  their  salaries 
and  those  of  other  employes  whose  pay  was  increased  because 
of  the  decision. 

Yard  firemen  and  helpers,  21,550  in  number,  received  the 
largest  percentage  of  increase,  29.17  per  cent.  The  smallest 
percentage  of  increase  accrued  to  general  officers  of  salaries  of 
$3,000  per  annum  and  upward.  There  were  6,624  of  this  class 
and  the  percentage  of  increase  was  3.41  per  cent.  This  increase 
was  caused,  largely,  by  the  adjustments  that  had  to  be  made 
to  maintain  relationships. 

The  clerks,  237,565  in  number,  of  whom  230,748  received  ad- 


vances, were  given  a  raise  averaging  22.36  per  cent.  They  re- 
ceived a  larger  amount  of  money  than  any  other  class  of  em- 
ployes, the  sum  going  to  them  amounting  to  $6,452,582. 

The  next  largest  sum,  $6,369,210  was  paid  to  305,639  section 
men.  Their  rate  of  increase  was  21.66.  Mechanics,  helpers  and 
apprentices,  numbering  133,501,  received  $3,873,830,  or  an  in- 
crease averaging  25.97  per  cent. 

JANUARY    RAILWAY    INCOME 

The  Traffic   World   Washington  Bureau 

Compilations  completed  March  23  by  the  Bureau  of  Rail- 
way Economics  from  reports  of  182  Class  I  roads  as  to  revenues 
and  expenses  in  January  showed  a  net  railway  operating  in- 
come of  $142,000  whereas  reports  from  166  roads  last  week  had 
showed  a  deficit  in  net  railway  operating  income  of  £1,289,291. 
In  other  words,  the  returns  of  the  later  reports  wiped  out  the 
deficit  for  the  country  as  a  whole  and  the  indications  are  (hat 
when  the  reports  are  complete  a  small  net  railway  operating 
income  will  be  shown  for  the  month,  although  practically  half 
of  the  Class  I  roads  had  deficits  in  that  month. 

Freight  revenues  of  the  182  roads  amounted  to  $313,629,000 
in  January  as  compared  with  $305,594,000  in  January,  1920,  an 
increase  of  4.3  per  cent.  Passenger  revenues  amounted  to 
$103,886,000  as  compared  with  $90,559,000  in  January,  1920,  an 
increase  of  14.7  per  cent.  Total  operating  revenues  amounted 
to  $460,908,000  as  compared  with  $491,185,000  in  January,  1920, 
a  decrease  of  6.2  per  cent.  Total  operating  expenses  amounted 
to  $434,158,000  as  compared  with  $407,559,000  in  January,  1920, 
an  increase  of  6.5  per  cent.  The  net  railway  operating  income 
of  the  182  roads  in  January,  1920,  amounted  to  $59,593,000 
The  net  of  $142,000  for  January  this  year  for  those  roads  is  a 
decrease  of  99.7  per  cent. 


EXPENDITURES    FOR    REPAIRS 

Announcement  was  made  this  week  by  the  International 
Association  of  Machinists  that  five  additional  labor  organiza- 
tions had  joined  in  the  petition  of  the  machinists  to  the  Inter- 
state Commerce  Commission  for  an  investigation  of  extravagant 
expenditures  for  repairs  by  railroad  companies  alleged  by  the 
machinists.  The  intervening  organizations  are  the  Amalga- 
mated Sheet  Metal  Workers,  Brotherhood  of  Railway  Carmen, 
Brotherhood  of  Electrical  Workers,  Brotherhood  of  Blacksmiths, 
Drop  Forgers  and  Helpers,  and  Brotherhood  of  Boilermakers 
and  Iron  Shipbuilders.  The  Commission  had  entered  an  order 
instituting  an  investigation  of  repair  costs  before  the  machinists 
filed  their  petition  some  time  ago. 


CHAMBER    DEPARTMENT   OF   TRANSPORTATION 

The  Chamber  of  Commerce  of  the  United  States  has  an- 
nounced the  creation  of  a  department  of  transportation  and  com- 
munication to  be  managed  by  James  Rowland  Bibbins,  of  Chi- 
cago. The  new  department  will  deal  with  shipping,  ocean  and 
inland;  steam  and  electric  railroad  transportation,  air  trans- 
portation, cables  and  telegraphs,  postal  facilities  and  highways. 
Mr.  Bibbins  was  with  the  Arnold  Company,  of  Chicago,  as  per- 
sonal representative  of  Bion  J.  Arnold,  consulting  engineer  and 
president.  He  has  given  attention  to  rapid  transit  problems, 
railroad  and  port  terminal  activities  and  civic  development. 


CAR  SURPLUS  AND  SHORTAGE 

The  Traffic  World  Washington  Bureau 

Just  about  the  time  the  officials  of  the  car  service  division 
of  the  American  Railway  Association  were  hoping  that  the  peak 
had  been  reached  with  respect  to  the  number  of  surplus  cars, 
the  average  daily  surplus  jumped  to  the  highest  point  since  the 
depression  in  freight  traffic  began  late  in  1920.  The  average 
daily  surplus  for  the  week  ending  March  15  was  424,409  cars,  an 
increase  of  2,202  cars  over  the  preceding  week,  and  an  increase  of 
1,216  cars  over  the  week  ending  February  23  when  the  surplus 
amounted  to  423,193  cars,  the  largest  accumulation  of  idle  cars 
up  to  the  week  ending  March  15. 

To  show  how  the  number  of  surplus  cars  has  increased  in 
the  last  two  months,  the  following  recapitulation  is  given: 
January  7,  258,853  cars;  January  14,  288,115  cars;  January  22, 
301,997  cars;  January  31,  324,186  cars;  February  7,  358,065  cars; 
February  14,  392,550  cars;  February  22,  423,193  cars;  February 
28,  413,450  cars;  March  8,  422,207  cars;  March  15,  424,409  cars. 

The  average  daily  car  shortage  in  the  week  ending  March  15 
amounted  to  594  cars  as  compared  with  459  in  the  preceding 
week. 

The  surplus  for  the  week  ending  March  15  was  made  up  of 
the  following  classes  of  equipment:  Box,  158,110;  ventilated  box, 
1,243;  auto  and  furniture,  7,577;  flat,  14,326;  gondola,  133,564; 
hopper,  68,703;  all  coal  (gondola  and  hopper),  202,267;  coke, 
10,831;  S.  D.  stock,  20,093;  D.  D.  stock,  1,027;  refrigerator,  6,046; 
tank,  2,139;  miscellaneous,  750. 

The  shortage  was  made  up  of  the  following  classes  of  equip- 
ment: Box,  77;  ventilated  box,  50;  flat,  3;  gondola,  16;  hopper, 
17;  S.  D.  stock,  9;  D.  D.  stock,  58;  refrigerator,  364. 
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STATE  CONTROL  OF  RATES 

The  Traffic  World  Washington  Bureau 

Copies  of  the  resolutions  adopted  last  week  In  Chicago  at 

tlif  shippers'  conference  were  sent  this  week  to  all  of  the  state 
commissions  by  John  K.  Tienton,  general  solicitor  of  the  National 
urn  of  Railway  and  Utilities  Commissioners.  Mr. 'Ben- 
inn  said  the  legislative  committee  of  the  association  had  pre- 
viously adopted  a  resolution  to  the  effect  that  the  association 
j<liciiiltl  in-  represented  at  the  conference  to  urge  adoption  of  a 
declaration  for  full  jurisdiction  by  the  states  over  Intrastate 
•tes,  service,  and  car  supply  and  for  amendment  of  the 
transportation  act  to  "prevent  the  enforcement  of  rates  that  em- 
barrass th>>  transaction  of  business  and  hamper  and  discourage 
production." 

The  attention  of  the  state  commissions  to  the  complaint  filed 
by  the  National  Live  Stock  Shippers  League  and  other  associa- 
tions in  which  rates  on  live  stock  in  the  western  group  and  to 
Chicago  are  in  issue  was  called  by  Mr.  Benton  In  a  bulletin. 

"I  am  by  this  bulletin  calling  this  proceeding  to  the  atten- 
tion  of  the  interested  commissions,  particularly  those  in  the 
stock  producing  states,  so  that  they  may  be  informed  concerning 
the  same,  If  they  desire  me  to  take  any  action  In  their  behalf  In 
connection  therewith,"  said  he. 

"Legislative  Resolutions:  In  my  bulletin  of  March  7  I  re- 
ported that  legislative  resolutions,  asking  Congress  so  to  amend 
the  transportation  act  of  1920  as  to  make  unquestionable  the 
preservation  to  the  states  of  their  power  to  regulate  state  rates, 
had  been  passed  in  the  states  of  Iowa,  Minnesota,  Nebraska, 
North  Dakota,  South  Dakota,  and  Utah.  I  am  advised  that  fur- 
ther resolutions  have  been  passed  by  one  or  both  houses  In  the 
states  of  Texas,  Kansas  and  Ohio. 

"Injunctions  in  State  Rate  Cases:  I  have  heretofore  advised 
in  various  bulletins  that  the  carriers  had  procured  injunctions 
in  various  federal  courts  restraining  the  state  authorities  from 
any  act  to  prevent  rate  advances  authorized  by  the  I.  C.  C.  In  the 
following  states:  Illinois,  Wisconsin,  New  York,  Ohio,  Montana, 
Nebraska,  and  Indiana.  I  am  advised  that  like  injunctions  have 
been  obtained  in  the  following  states:  Arkansas,  Iowa,  Louis- 
iana, Michigan,  South  Carolina,  and  Utah.  In  Michigan  the  In- 
junction against  the  carrier  granted  by  the  state  court  was  dis- 
solved, and  the  case  was  transferred  to  the  federal  court,  before 
the  federal  injunction  was  granted.  I  have  no  doubt  that  in- 
junctions have  also  been  obtained  In  the  states  of  Minnesota, 
North  Carolina,  and  Texas,  but  I  have  not  been  advised  to  that 
effect." 


ILLINOIS  INTRASTATE  RATES 

Chief  Examiner  R.  E.  Quirk  presided  at  the  hearing  in  Chi- 
cago, March  21,  which  was  scheduled  to  give  the  electric  and 
short  line  railroads  not  included  in  the  Commission's  order  In 
Docket  No.  11703,  the  Illinois  intrastate  case,  a  chance  to  put 
in  evidence  relative  to  alleged  discrimination  against  interstate 
business  caused  by  the  rates  on  these  lines.  The  examiner 
stated  at  the  beginning  of  the  hearing  that,  although  several 
roads  had  filed  formal  petitions  of  intervention,  those  who  had 
not  done  so  could  enter  appearances  and  give  testimony  If  they 
so  desired,  as  the  order  for  the  hearing,  after  naming  a  number 
of  carriers,  stated  that  all  interested  parties  would  be  heard. 
He  also  ruled  that  all  grievances  within  the  premises  of  the  order 
would  be  heard  regardless  of  whether  or  not  separate  formal 
complaints  had  been  filed. 

T.  W.  Gregory,  assistant  secretary  and  treasurer  of  the  East 
St.  Louis  &  Suburban  Railway  and  the  Saint  Louis  &  Belleville 
Electric  Company,  took  the  stand  and  protested  against  the 
present  intrastate  rate  on  coal  on  his  lines.  His  attorney,  M.  W. 
Schaeffer,  said  these  roads  had  been  parties  to  No.  11703,  but 
that  they  had  evidently  been  left  out  of  the  order  in  that  case 
by  mistake.  Mr.  Gregory  said  that,  as  a  consequence  of  this 
omission,  the  rate  on  coal  from  Illinois  group  No.  2  to  East 
St.  Louis  on  his  lines  was  .065  cent  per  ton,  while  on  all  the 
other  lines,  some  of  which  parallel  the  Suburban  and  the  Belle- 
ville and  serve  the  same  mines,  the  rate  was  $1.025.  He  said 
his  roads  hauled  an  average  of  235,000  tons  of  coal  Intrastate  in 
the  course  of  a  year  and  that  this  amount  represented  10  per  cent 

11  the  coal  passing  through  the  East  St.  Louis  gateway.  He 
said  no  raise  was  asked  on  passenger  rates  or  on  rates  on  other 
commodities  than  coal. 

Morton  D.  Culver,  assistant  state's  attorney-general,  ques- 
tioned the  witness  regarding  the  length  of  haul  on  these  roads. 
H.  was  informed  that  all  the  coal  mines  along  the  roads  were 
between  7  and  10  miles  from  East  St.  Louis,  while  on  some  of 
the  other  lines  the  hauls  were  as  long  as  61  miles,  the  minimum 
being  15.4  miles. 

B.  J.  Rowe,  coal  traffic  manager  for  the  Illinois  Central, 
testified  on  behalf  of  the  two  lines,  saying  that  he  thought  the 
level  of  coal  rates  ought  to  be  the  same  on  all  the  roads  serving 
tile  same  territory. 

There  was  considerable  question  as  to  whether  or  not  the 
newly  organized  Missouri-Illinois  Railroad  should  be  allowed  to 
enter  testimony.  This  company  has  recently  taken  over  the 


property  of  the  Illlnoln  Southern  and  plan*  to  begin  operation 
March  26.  H.  V.  Slater,  nf  the  Illinois  commlss Ion,  Bald  h»  would 
waive  any  differenced  on  the  qu«Htlon  and  regard  such  testimony 
as  having  been  put  In  subsequent  to  the  beginning  of  operations 
on  the  road.  C.  M.  Swan,  traffic  manager  of  the  Missouri-Illinois, 
said  the  chief  thing  hln  road  was  seeking  was  permission  to 
charge  3.6  cents  a  mile  in  Intr nutate  passenger  traffic.  He  said 
that,  while  the  road  would  not  haul  much  freight  lntrastat«,  the 
passengers  would  be  mostly  local  because  the  railroad  crosses 
the  Mississippi  River  by  ferry.  The  new  road  had  especial  need 
of  higher  passenger  fares,  he  said,  because  the  volume  of  pas- 
senger traffic  was  so  small  that  It  would  not  pay  for  the  opera- 
tion of  passenger  trains  even  at  a  per  mile  fare  of  6  cents. 

Hearing  of  the  grievances  of  those  short  lines  and  electric 
railroads,  which  were  left  out  of  the  Commission's  order  In  No. 
11703,  the  Illinois  Intrastate  case  came  to  an  unexpected  close 
before  Chief  Examiner  Quirk  In  Chicago,  March  22.  At  the  open- 
Ing  of  the  hearing  all  Indications  pointed  to  at  least  a  week's 
work,  and  when  the  carriers  first  heard  from  began  bringing  In 
individual  coal  rates  between  southern  Illinois  points,  prepara- 
tions were  made  for  a  hearing  of  that  length. 

R.  B.  Fletcher,  however,  had  the  handling  of  21  of  the  more 
Important  lines  and  he  managed  to  complete  his  testimony  before 
noon,  March  22,  the  few  remaining  roads  taking  up  only  a  por- 
tion of  the  afternoon.  It  became  evident  early  In  the  hearing 
that  Its  purpose  was  chiefly  to  make  a  record  on  which  the  Com- 
mission could  base  an  order  Including  these  lines.  H.  V.  Slater, 
of  the  Illinois  commission,  said  the  state's  position  in  these 
cases  was  Identical  with  that  In  the  main  case  and  about  all  the 
cross-examination  that  took  place  was  an  occasional  Inquiry  as 
to  whether  the  raising  of  the  intrastate  increase  from  36  to  40 
per  cent  would  wipe  out  the  deficits  testified  to  by  various  short 
line  officials  and  auditors. 

The  position  taken  by  the  electric  lines  was  that  even  those 
that  operated  wholly  Intrastate  were  discriminated  against  be- 
cause of  competition  with  steam  roads  serving  the  same  locali- 
ties. The  plea  of  the  Aurora,  Elgin  &  Jollet  differed  somewhat 
in  that  it  asked  for  the  increase  on  its  third-rail  lines  but  not 
on  its  trolley  lines.  The  later,  it  said,  did  not  in  any  way  com- 
pete with  steam  roads. 

Most  of  the  short  line  steam  roads  operate  as  switching 
lines  and  as  such  obtain  their  revenue  by  absorbing  part  of  the 
through  rate.  Such  rates  have  already  been  increased  40  per 
cent  and  were,  therefore,  not  involved  in  the  proceedings.  A 
few,  however,  such  as  the  Chicago  &  Calumet  River,  handle  a 
small  amount  of  intrastate  local  freight.  This  road  testified  that 
business  of  that  character  amounted  to  about  3,000  cars  a  year 
and  that  the  increased  revenue  which  would  accrue  if  an  addi- 
tional five  per  cent  increase  were  allowed  would  more  than  wipe 
out  the  last  year's  deficit  of  $6,000. 


VIRGINIA  COAL  RATES 

The  Traffic  World  Washington  Bureau 

A  complaint  in  which  an  attempt  is  to  be  made  to  apply  the 
principle  underlying  the  Shreveport  case  for  the  relief  of  Intra- 
state traffic  has  been  prepared  by  Wilbur  A.  LaRoe,  Jr.,  attor- 
ney for  the  Mathieson  Alkali  Works,  Inc.,  with  a  plant  in  Vir- 
ginia, at  a  place  bearing  the  name  of  the  company;  the  Clinch- 
field  Fuel  Co.,  the  Co-operative  Fuel  Co.,  the  Palne-Pepper  Co., 
Inc.,  and  the  Virginia  Banner  Fuel  Co.,  against  the  Carolina, 
Clinchfield  &  Ohio  and  other  carriers.  The  complainants,  other 
than  the  first  named,  are  mine  operators. 

The  discrimination  against  coal  moving  via  intrastate  routes 
has  been  brought  to  the  attention  of  the  Corporation  Commission 
of  Virginia.  That  body,  however,  has  deferred  the  hearing  on 
the  ground  that  it  Is  desirable,  in  view  of  the  competition  via 
state  and  interstate  routes,  to  have  a  joint  hearing  on  the  matter, 
so  that  the  record  can  be  before  both  the  state  and  federal  bodies 
at  the  same  time. 

According  to  the  declaration,  coal  moves  from  Clinchfield, 
Trammel,  and  other  points  In  the  same  rate  group,  in  Virginia, 
over  intrastate  routes,  to  Saltville,  Marion  and  the  Mathieson 
Alkali  Works.  The  rate  over  both  state  and  intrastate  routes  Is 
$2.38  a  net  ton.  The  coal  from  that  group  comes  into  competi- 
tion with  coal  from  Elkhorn  City,  Ky..  Appalachla,  Glamorgan, 
and  other  points  in  Virginia  grouped  therewith,  some  over  state 
and  some  over  interstate  routes. 

Forty  per  cent  was  added  to  the  rates  from  Trammel  and 
Clinchfield  under  the  Commission's  decision  In  Ex  Parte  No.  74 
and  under  the  Rate  Authority  issued  by  the  Virginia  commis- 
sion. Addition  of  forty  per  cent,  it  is  contended,  was  not  war- 
ranted. The  additional  declaration  Is  made  that  that  addition 
destroyed  a  relationship  that  bad  long  existed,  so  that  the  effect 
is  a  discrimination  against  the  traffic  that  moves  over  the  state 
routes.  The  complaint,  in  part  is  as  follows: 

"There  was  and  is  no  justification  whatsoever  for  applying 
different  percentages  of  increase  to  the  rates  from  Clinchfield, 
Trammel,  and  other  shipping  points  referred  to  in  paragraphs 
IV  and  V  hereof,  on  the  one  hand,  and  St  Charles  and  points 
grouped  therewith,  on  the  other;  that  the  application  of  different 
percentages  of  increase  was  at  a  variance  with  the  findings  of 
the  Commission  in  Ex  Parte  74,  which  findings  expressly  pro- 
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vided  for  the  maintenance  of  existing  relationships  between  the 
rates  from  different  coal  mines;  and  that  the  difference  in  the  per- 
centages so  applied  as  between  the  several  producing  districts 
named  results  in  rates  from  Clinchfield,  Trammel  and  other  ship- 
ping points  referred  to  that  are  unreasonable  and  unduly  preju- 
dicial to  complainants. 

"The  coal  may  move  from  the  Virginia  producing  sections 
above  named  to  Marion  and  Saltville  over  both  interstate  and 
intrastate  routes;  that  from  Elkhorn  City,  Ky.,  and  from  Appa- 
lachia,  Va.,  Glamorgan  and  points  grouped  therewith,  the  move- 
ment to  Saltville  may  be  over  interstate  routes  under  the  tariffs; 
that  from  Clinchfield  and  Trammel  to  Marion  and  Saltville  coal 
may  move  and  actually  does  move  over  intrastate  routes;  and 
that  the  higher  rates  applying  from  Clinchfield  and  Trammel 
to  Marion,  Saltville  and  the  Mathieson  Alkali  Works,  Inc.,  via 
intrastate  routes  is  an  undue  burden  upon  intrastate  commerce 
and  upon  producers  shipping  in  interstate  commerce  and  an 
undue  preference  to  interstate  commerce  and  to  producers  ship- 
ping in  interstate  commerce  and  is,  therefore,  unlawful  and  in 
violation  of  the  provisions  of  section  3  of  the  interstate  com- 
merce act;  which  discrimination  against  intrastate  commerce 
and  in  favor  of  interstate  commerce  the  commission  is  expressly 
authorized  to  remove  under  the  provisions  of  section  13  of  the 
interstate  commerce  act." 


Including  Peoria,  and  from  Pekin  via  the  east  bank  of  the  Illinois 
River  to  its  confluence  with  the  Mississippi  River  at  or  near  Grafton, 
111.,  thence  via  the  east  bank  of  the  Mississippi  River  to  Bast  St. 
Louis,  including  St.  Louis,  Mo. 


ARIZONA  OPTIMISM 

The  Traffic  World  Washington  Bureau 

A  dispatch  printed  in  eastern  newspapers  this  week  from 
Phoenix,  Ariz.,  said  the  Arizona  commission  had  received  word 
from  Senator  Cameron  of  Arizona,  to  the  effect  that  the  western 
railroads  had  decided  to  suspend  existing  rates  and  go  back  to 
the  rates  prior  to  the  increases  authorized  in  Ex  Parte  74.  The 
dispatch  said  the  members  of  the  Arizona  commission  inter- 
preted the  message  from  Senator  Cameron  as  meaning  that  both 
freight  and  passenger  rates  would  be  restored  to  the  level  exist- 
ing prior  to  August  26,  1920. 

"They  are  certainly  optimistic  out  there,"  said  Senator 
Cameron's  secretary  when  asked  about  the  message  which  the 
senator  had  sent  to  the  state  commission.  The  information  the 
senator  intended  to  convey  by  his  message  was  with  respect  to 
the  temporary  reduction  in  rates  on  the  transportation  of  stockers 
and  feeders  from  the  southwest  to  the  northwest. 


INDIANA  RATES  ON  LOGS 

The  Traffic  World  Washington  Bureau. 

On  an  allegation  that  the  state-made  rates  on  logs,  in  Indi- 
ana, are  unjustly  discriminatory  against  state  traffic  and  unduly 
prejudicial  in  favor  of  interstate  commerce,  the  Commission  has 
reopened  the  Indiana  case,  No.  11894,  Indiana  Rates,  Fares  and 
Charges,  for  further  consideration  of  the  rates  on  that  kind 
of  traffic.  The  case  has  been  set  for  heating  at  Indianapolis, 
April  4.  Intrastate  rates  on  coal  will  be  considered  at  the  same 
time. 

The  petition  for  further  hearing  was  filed  by  O.  P.  Gothlin, 
who,  in  several  cases,  has  appeared  as  attorney  for  the  Indiana 
commission. 

In  effect,  the  petition  for  further  hearing  is  an  attack  on 
the  log  rates  throughout  Central  Freight  Association  territory 
because  the  Indiana  rates  are  based  on  the  scale  prepared  by 
Attorney-Examiner  William  A.  Disque  and  prescribed  by  the 
Commission  for  application  throughout  the  territory.  Inasmuch, 
however,  as  the  rates  under  particular  attack  were  made  op- 
erative in  Indiana  by  the  Indiana  commission,  they  are  as  much 
state-made  rates  as  if  they  had  been  devised  by  the  Indiana 
authorities. 

The  rates  in  other  territories,  especially  in  the  Southern 
Classification  territory,  are  on  a  lower  basis  than  in  Central 
Freight  Association  territory,  so  that  whatever  testimony  may 
be  brought  out  in  the  Indiana  hearing,  the  probabilities  are  that 
t  will  be  applicable  to  traffic  in  other  states  north  of  the  Ohio 
River. 


INDIANAPOLIS  LIVE  STOCK  CASE 

The  Traffic  World  Washington  Bureau 

The  report  and  order  in  No.  9308,  Indianapolis  Chamber  of 
Commerce  et  al.,  vs.  C.  C.  C.  &  St.  L.  et  al.,  decided  December 
29,  1920  (60  I.  C.  C.  67-77)  have  been  amended  by  the  substitu- 
tion of  language  more  definitely  describing  the  territory  of 
origin  from  which  the  carriers,  on  or  before  April  1,  are  to  estab- 
lish rates  on  live  stock  which  will  remove  the  prejudice  found 
in  the  decision  to  exist  against  the  packers  at  Indianapolis. 

The  amendments  to  the  report  and  order  are  in  identical 
language.  The  report  is  amended  in  paragraph  two  on  page  68 
so  as  to  make  a  more  definite  description  of  the  territory.  In 
the  same  language  the  order  is  changed  so  that  the  carriers  are 
ordered  to  cease  and  desist  on  cattle  from  the  region  described 
as  follows: 

From  points  in  Illinois  on,   south  and  east  of  the  line  connecting 

Bnntl8v«''i>   \\     &s\  St'   Lou'3'3*-   Louis  via  the  Atchison,   Topeka  & 

Railway  from  Chicago  through  Joliet  and  Streator  to  Pekin, 


A  SLAP  AT  THE  DIRECTOR-GENERAL 

The  Traffic  World  Washington  Bureau 

A  disdainful  answer  to  a  petition  by  the  Director-General 
for  re-hearing  in  No.  10829,  Southport  Mill,  Ltd.,  vs.  Director- 
General  et  al.,  without  specification  of  error,  however,  has  been 
made  by  S.  R.  Barnett,  traffic  manager  for  the  complainant.  The 
complaint  alleged  that  the  rates  on  copra  from  Pacific  Coast 
ports  to  Baton  Rouge  and  New  Orleans,  during  part  of  federal 
control,  were  unreasonable  and  the  Commission  so  held,  award- 
ing reparation.  The  Director-General,  as  in  almost  all  other 
cases  in  which  reparation  has  been  awarded,  has  asked  for  a  re- 
hearing. He  is  pushing  his  argument  that  there  must  be  a 
showing  of  actual  business  loss  as  a  condition  precedent  to 
recovery  in  this  as  in  other  cases. 

The  position  taken  by  the  Director-General  caused  Mr.  Bar- 
nett to  allege  that  his  petitions  and  "re-petitions"  for  re-hearing 
are  "mere  subterfuges  for  delay  with  the  possible  hope  the 
statute  of  limitations  will  run  before  the  suit  is  entered  to  en- 
force an  order  of  the  Commission.  The  wish  is  father  to  the 
thought."  Mr.  Barnett's  letter  to  the  Commission,  which  has 
been  treated  as  an  answer  to  the  petition  for  further  hearing,  is 
as  follows: 

"This  petition  of  the  Director-General  is  so  interwoven  with 
statements  which  are  contrary  to  fact  that  complainant  will  not 
deign  to  answer  it  in  detail. 

"A  careful  perusual  by  the  Commission  of  this  petition  for 
rehearing  and  the  petition  filed  by  the  Director-General  Decem- 
ber 15,  1920,  will  show  decidedly  contradictory  statements  by 
the  Director-General  in  a  number  of  instances.  Such  sophistry 
as  a  means  to  an  end,  complainant  is  satisfied,  will  avail  the 
Director-General  nothing. 

"Complainant  is  wondering  whether  the  Commission  is  ever 
right  in  its  findings  where  such  finding  are  adverse  to  the 
Director-General.  Seemingly  not,  as  far  as  he  is  concerned,  as 
in  every  case  where  there  is  a  report  or  order  adverse  to  the 
Director-General  he  promptly  refuses  to  pay  the  award  made 
by  the  Commission  and  petitions  and  re-petitions  for  a  rehearing 
for  the  'introduction  of  further  evidence  upon  the  reasonable- 
ness of  the  rate  charged.' 

"Are  the  findings  and  orders  of  the  Commission  adverse  to 
the  Director-General  to  be  wantonly  ignored,  and  are  com- 
plainants to  be  confronted  always,  where  the  Director-General 
is  concerned,  with  endless  litigation  and  consequent  expense 
and  trouble? 

"In  deliberating  on  the  second  petition  for  rehearing  from 
the  Director-General,  complainant  bespeaks  most  serious  con- 
sideration by  the  Commission  of  the  fact  that  any  action  which 
is  not  brought  against  the  Director-General  before  February  28, 
1922,  will  be  barred  under  the  present  provisions  of  the  trans- 
portation act  of  1920.  The  petitions  and  re-petitions  of  the  Direc- 
tor-General are  mere  subterfuges  for  delay,  with  a  possible  hope 
the  statute  of  limitations  will  run  before  suit  is  entered  to  en- 
force an  order  of  the  Commission.  The  wish  is  father  to  the 
thought. 

"The  Commission  is  respectfully  urged  by  complainant  to 
promptly  deny  the  second  petition  of  the  Director-General  for 
rehearing  in  the  instant  case." 

FRUIT  AND  VEGETABLE  CONFERENCE 

Director  Hardie,  of  the  Commission's  Bureau  of  Traffic,  and 
Examiner  Healey  will  conduct  a  conference  relative  to  rates  on 
fruits  and  vegetables,  at  the  Federal  Building  in  Dallas,  Tex., 
Monday,  March  28.  This  conference  is  called  at  the  request 
of  the  Texas  commission  and  the  Texas  legislature,  which 
passed  a  resolution  requesting  the  Interstate  Commerce  Com- 
mission to  investigate  the  alleged  serious  situation  of  producers 
of  fruits  and  vegetables  in  Texas.  The  conference  is  to  be 
held  between  shippers  and  carriers,  and,  while  it  relates  pri- 
marily to  the  rates  to  and  from  Texas  and  southwestern  points, 
carriers'  and  shippers'  organizations  from  other  fruit  and  vege- 
table produing  districts,  in  particular  the  Southeast  and  Florida, 
will  have  an  opportunity  of  making  statements  relative  to  the 
general  situation,  if  they  desire. 


NEW  YORK  STATE  PASSENGER  FARES 

A  federal  court  in  New  York  City  before  which  the  muni- 
cipality sought  to  enjoin  the  Long  Island  Railroad  and  the  Staten 
Island  Rapid  Transit  Company  from  applying  the  20  per  cent 
increase  in  passenger  fares  authorized  by  the  Interstate  Com- 
merce Commission  in  the  New  York  intrastate  passenger  fare 
case  has  ruled  against  the  city.  The  Commission  was  made  a 
defendant  in  the  action. 


In  No.  11764,  in  the  matter  of  intrastate  rates  within  the 
state  of  Texas,  the  Commission  has  corrected  its  order  so  that 
in  the  list  of  carriers  named  therein  "The  Sugar  Lake  Railway 
Company"  will  appear  as  "Sugar  Land  Railway  Company." 
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BOARD  AND  COMMISSION  PLACES 

The  Tragic  World  Washington  Bureau 

Announcement  was  made  at  the  White  House,  March  22. 
of  the  action  of  President  Harding  in  placing  former  Repre- 
sentative John  J.  Each  on  the  Interstate  Commerce  Commission 
as  a  recess  appointee.  It  developed  that  the  delay  in  making 
the  appointment  was  due  to  a  question  as  to  whether  a  recess 
appointment  could  be  made  in  Mr.  Esch's  case. 

When  the  President  originally  nominated  Mr.  Each  to  sue- 
.« ,  (1  Mr.  Woolley  on  the  Commission,  he  put  the  former  in  the 
position  of  succeeding  a  member  of  the  Commission  whose  term 
f\|iired  while  the  Senate  was  in  session.  The  question  has  been 
raised  before  as  to  whether  or  not  the  President  may  make  a 
recess  appointment  under  the  condition  of  the  Senate  having 
been  in  session  when  the  vacancy  happened.  When  vacancies 
occur  when  the  Senate  is  not  in  session  there  is  no  question  as 
to  the  making  of  recess  appointments. 

Presidents  Roosevelt  and  Wilson  took  the  position  that  they 
had  the  right  to  make  recess  appointments  under  such  condi- 
tions. The  Senate  did  not  reject  any  of  the  nominees  on  account 
of  illegality  of  such  appointments.  The  Esch  case  was  referred 
to  the  Attorney-General,  who,  it  is  understood,  held  the  Presi- 
dent had  the  right  to  name  Esch  as  a  recess  appointee.  It  is 
understood  that  the  President  will  have  to  send  Mr.  Esch's  name 
to  the  Senate  again  when  it  convenes  April  11. 

Confirmation  of  the  nomination  by  the  Senate  may  be  de- 
layed for  a  short  time  because  of  Senator  LaFollette  having 
requested  time  in  which  to  file  a  minority  report.  As  soon  as 
the  Wisconsin  senator  files  his  report,  the  Senate  will  act  on 
the  nomination  and  apparently  there  is  no  question  but  that  it 
will  be  approved. 

Mr.  Esch  was  in  LaCrosse,  Wis.,  his  home,  on  March  22,  but 
it  was  expected  that  he  would  leave  for  Washington  to  take  up 
his  duties  as  a  commissioner  as  soon  as  he  received  official 
notification  of  his  appointment.  He  had  planned,  before  leaving 
Washington,  to  remain  in  Wisconsin,  until  either  he  had  re- 
ceived a  recess  appointment  or  his  nomination  had  been  con- 
firmed by  the  Senate. 

A  joint  resolution  of  the  New  Mexico  legislature  indorsing 
llu.nh  H.  Williams,  of  Deming,  N.  Mex.,  chairman  of  the  State 
Corporation  Commission  of  New  Mexico,  for  appointment  on  the 
Commission  has  been  received  at  the  White  House.  The  reso- 
lution sets  forth  that  the  southwest  has  no  representation  on 
the  Commission  and  that  it  is  desirable  and  in  the  public  inter- 
est that  all  sections  of  the  country  shall  have  representation 
on  the  Commission,  especially  "since  it  has  been  given  increased 
powers  in  the  regulation  and  control  of  common  carriers." 

President  Harding  continued  to  hold  conferences  this  week 
relative  to  the  selection  of  the  new  Shipping  Board.  J.  H. 
Rossiter,  former  director  of  the  division  of  operations  of  the 
board,  had  lunch  with  the  President  March  21.  He  also  con- 
ferred with  Admiral  Harris,  of  Ohio,  who  has  been  mentioned 
in  connection  with  the  probable  appointments  to  the  board. 

Admiral  Benson,  chairman  of  the  board,  had  a  conference 
with  the  President,  March  22.  He  declined  to  discuss  the  mat- 
ter, however,  after  the  conference. 

It  was  regarded  as  possible  that  the  conference  touched  on 
a  letter  sent  to  the  President  by  240  supercargoes  who  were  re- 
cently dismissed  by  the  board.  These  supercargoes  asked  that 
they  be  reinstated  and  charged  that  they  were  discharged  to 
make  room  for  British  subjects,  and  that  there  were  sinister  In- 
fluences at  work  within  the  board  against  the  interest  of  the 
American  merchant  marine. 

Officials  of  the  Shipping  Board,  when  questioned  as  to  the 
charges,  said  the  only  reason  the  supercargoes  were  dismissed 
was  because  their  services  were  not  needed,  chiefly  because  of 
the  large  number  of  ships  which  the  board  has  had  to  withdraw 
from  the  service,  and  also  because  the  board  was  effecting 
economies  wherever  it  could. 

Representative  Nolan  of  California  conferred  with  President 
Harding,  March  18,  relative  to  the  appointment  of  Meyer  Llss- 
ner,  an  attorney  of  Los  Angeles,  as  a  member  of  the  Shipping 
Board  from  the  Pacific  coast.  Mr.  Lissner,  who  has  been  active 
in  politics  with  Senator  Johnson  of  California,  has  the  backing 
of  the  majority  of  the  California  delegation  in  Congress. 

Former  Brig.  Gen.  Frank  T.  Hines,  who  was  In  charge  of 
the  inland  waterways  service  of  the  War  Department  before 
he  resigned  several  months  ago,  is  being  considered  by  the  Presi- 
dent for  a  place  on  the  Shipping  Board,  it  is  understood. 

New  York  marine  workers  have  sent  a  petition  to  the  Presi- 
dent, urging  the  appointment  on  the  board  of  a  representative 
of  organized  labor.  Shipping  Board  matters  from  the  labor 
viewpoint  were  discussed  by  the  President  with  T.  V.  O'Connor, 
president  of  the  International  Longshoremen's  Union. 

The  National  Association  of  Traveling  Salesmen  has  placed 
before  the  President  the  name  of  Frederick  I.  Cox,  an  official  of 
the  organization,  as  a  candidate  for  a  place  on  the  Interstate 
Commerce  Commission.  The  traveling  salesmen  believe  they 
should  have  a  representative  on  that  body. 

Senator  Cummins  conferred  with  President  Harding  March 
17,  it  is  understood,  with  respect  to  appointments  on  the  Com- 


mlBBlon.  Former  Senator  Moses  Clapp,  of  Minnesota,  is  a  candi- 
date for  a  place  on  the  Commimdon.  It  IK  understood  that  Sena- 
tor Cummins  has  indorsed  Mr.  Clapp. 

I'  I..  McLean,  of  Canton,  O.,  who  has  been  mentioned  as  a 
possible  appointee  to  the  Shipping  Board,  conferred  with  Presi- 
dent Harding  March  l!i.  White  House  officials  declined  to  say 
any  more  than  that  Mr.  McLean  had  been  suggested  for  the 
board.  He  is  an  Ohio  manufacturer  and  was  connected  with  the 
War  Industries  Board  during  the"  war. 

1'n-nldent  Harding,  it  has  developed,  may  defer  making  a 
final  decision  as  to  appointments  on  the  Shipping  Board  and  the 
Commission  until  Congress  convenes  In  special  session  April  11. 

PACIFIC  TRADE  ROUTES 

Tkt  Tragic   World  Waihinglon  Bureau 

Action  as  the  result  of  the  hearing  recently  held  before  the 
Shipping  Board  on  the  development  of  new  trade  routes  from 
Pacific  coast  ports  to  the  Orient  by  the  allocation  of  additional 
Shipping  Board  vessels  In  those  trades,  will  be  deferred  until  the 
new  board  has  been  appointed,  Admiral  Benson  has  announced. 

The  increase  in  Shipping  Board  tonnage  allocated  to  Pacific 
trade  routes  since  March,  1919,  was  pointed  to  by  the  chairman, 
only  6  per  cent  of  the  1,100  vessels  then  in  service  having  been 
in  the  Pacific  trade,  as  compared  with  16  per  cent  of  1.677  ves- 
sels in  January  this  year.  The  ten  passenger-cargo  vessels  which 
are  being  completed  by  the  board  will  be  placed  In  the  Pacific 
trades. 

Reports  made  to  Admiral  Benson,  chairman  of  the  Shipping 
Board,  on  the  first  voyage  of  the  Golden  State,  one  of  the  board's 
combination  passenger-cargo  vessels,  from  Baltimore  to  Pacific 
coast  ports,  indicate  that  the  operation  of  this  class  of  vessels 
will  prove  profitable,  the  chairman  said.  The  Pacific  Mail  Steam- 
ship Company  is  the  board's  operating  agent  for  the  Golden 
State.  The  first  trip  made  by  the  vessel  will  probably  net  a 
profit  to  the  board,  the  reports  indicated. 

The  board  will  have  from  ten  to  fifteen  of  the  large  passen- 
ger-cargo vessels  for  assignment  in  the  Pacific  trade  from  Pacific 
coast  ports  to  the  Orient  and  Admiral  Benson  said  when  these 
ships  were  in  operation,  he  could  see  no  reason  why  section  28 
of  the  merchant  marine  act  should  not  be  enforced  as  there 
would  be  adequate  American  tonnage  to  handle  the  business 
to  and  from  the  United  States. 

The  allocation  of  these  new  ships,  which  are  now  nearing 
•completion,  will  be  one  of  the  important  questions  to  be  taken 
up  by  the  new  Shipping  Board. 

Admiral  Benson  held  a  brief  conference  with  President  Hard- 
ing, March  23.  He  said  he  had  submitted  to  the  President  in- 
formation regarding  the  status  of  the  board's  trade  routes  and 
the  condition  of  its  shipping  operations. 


OCEAN  SHIPPING  QUESTIONS 

The  Traffic  World  Washington  Bureau 

Two  important  questions  relating  to  the  ocean  shipping  of 
the  United  States  which  it  is  expected  the  Harding  administra- 
tion will  act  on  in  the  near  future  are  those  involving  the 
abrogation  of  commercial  treaties  which  "restrict  the  right  of 
the  United  States  to  impose  discriminating  customs  duties  on 
Imports  entering  the  United  States  in  foreign  vessels  and  in 
vessels  of  the  United  States,  and  which  also  restrict  the  right 
of  the  United  States  to  impose  discriminatory  tonnage  dues  on 
foreign  vessels  and  on  vessels  of  the  United  States,"  and  enact- 
ment of  legislation  providing  for  free  tolls  for  vessels  of  Ameri- 
can registry  passing  through  the  Panama  Canal. 

The  quoted  words  above  are  from  section  34  of  the  merchant 
marine  act  which  President  Wilson  declined  to  enforce,  because 
he  held  it  to  constitute  an  invasion  of  his  treaty-making  powers. 
He  took  this  attitude,  it  is  understood,  after  many  protests 
from  foreign  nations  had  been  made  to  the  State  Department 
against  section  34. 

President  Harding,  since  taking  office,  has  not  indicated 
•what  action  he  would  take  with  respect  to  section  34,  but  those 
who  have  talked  with  him  relative  to  shipping  matters  have  the 
impression  that  he  will  enforce  the  section.  During  the  cam- 
paign the  Republican  campaign  managers  made  much  of  Presi- 
dent Wilson's  refusal  to  enforce  the  section.  The  section  pro- 
vided that  the.  President  should  enforce  it  within  ninety  days 
after  the  act  became  law.  The  fact  that  It  has  not  been  en- 
forced, however,  it  is  understood,  will  not  act  as  bar  to  Presi- 
dent Harding  obeying  it. 

After  a  meeting  with  his  cabinet  this  week,  the  President 
said  there  had  been  a  discussion  of  international  problems  of 
commerce  and  diplomacy  and,  although  no  specific  reference 
was  made  to  the  situation  growing  out  of  the  enactment  of 
section  34,  it  is  regarded  as  probable  that  that  was  one  of  the 
subjects  discussed. 

As  to  free  tolls  for  American  vessels  passing  through  the 
Panama  Canal,  President  Harding  is  on  record  as  favoring  re- 
peal of  the  law  which  now  requires  that  they  pay  tolls.  Admiral 
Benson,  chairman  of  the  Shipping  Board,  also  has  declared  him- 
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self  in  favor  of  such  legislation  and  his  views  on  that  subject 
have  been  submitted  to  the  President. 

Repeal  of  the  Panama  Canal  tolls  legislation  without  doubt 
would  serve  as  an  important  factor  in  upbuilding  the  intercoastal 
trade  of  the  United  States  through  the  Panama  Canal.  The  tolls 
which  American  vessels  engaged  in  the  coast-to-coast  trade  must 
pay  for  the  privilege  of  going  through  the  canal  make  up  a 
considerable  part  of  their  operating  expenses,  and  exemption 
from  such  payments  would  enable  them  to  make  more  favorable 
rates  on  coast-to-coast  shipments. 

Freeing  the  canal  of  tolls  will  serve  to  intensify  the  com- 
petition between  the  transcontinental  lines  and  the  boat  lines 
using  the  canal.  That  competition  has  already  produced  a  situ- 
ation in  which  the  Southern  Pacific  has  felt  constrained  to  make 
a  rate  on  lumber  from  the  Pacific  coast  to  New  York  of  73 
cents,  rail-and-water,  via  Galveston  and  the  Morgan  Line  ships. 
The  tolls  now  imposed  constitute  a  heavy  burden  on  the  water- 
borne  commerce  in  the  sense  that  the  boat  lines  pay  out  huge 
sums  for 'the  privilege  of  using  the  canal.  Exemption  from  tolls, 
it  is  believed,  will  result  in  the  lowering  of  rail-and-water  rates 
rather  than  a  mere  absorption  by  the  water  lines  of  the  amount 
of  the  tolls  for  crediting  to  profit  and  loss  account.  If  that 
should  be  the  outcome  of  the  repeal  of  the  toll  law,  the  situation 
for  the  transcontinental  lines,  from  a  traffic  point  of  view,  will 
be  much  more  serious  than  the  one  that  caused  the  Southern 
Pacific  to  make  a  lumber  rate  to  New  York  via  Galveston  as 
low  as  the  rate  to  Chicago. 


STUDY  OF  TRADE  ROUTES 

The  Traffic  World  Washington  Bureau 

A  committee  representing  shipping  interests  and  exporters 
to  make  a  study  of  foreign  trade  routes  is  to  be  appointed  by 
Herbert  Hoover,  Secretary  of  Commerce,  Mr.  Hoover  said 
March  21.  The  plan  is  to  have  the  committee  make  a  scientific 
study  of  present  trade  rnutres  from  the  Uniteq  states  n"H  *h« 
possibilities  nf  Hpvelnninp-  TIPW  traH^  ™,itnn,  anti  to  submit  a 


report  for  use  by  the  United  States  Shipping  Board.  Under  the 
merchant  marine  act  the  board  is  directed  to  make  a  similar 
study,  but  it  is  believed  that  the  facilities  of  the  Department  of 
Commerce  would  enable  it  to  make  a  much  more  thorough  in- 
vestigation than  could  be  made  by  the  board  without  building  up 
an  organization  for  that  purpose.  The  application  of  Section  28 
of  the  merchant  marine  act  in  developing  American  trade  routes 
also  will  be  considered  by  the  committee,  it  was  said. 

Admiral  Benson,  chairman  of  the  Shipping  Board,  when  his 
attention  was  called  to  the  decision  of  Secretary  of  Commerce 
Hoover  to  appoint  a  committee  to  make  an  investigation  of  trade 
routes,  said  he  had  not  been  asked  to  co-operate  in  the  investi- 
gation. 

It  was  pointed  out  by  the  chairman,  however,  that  the  board 
had,  in  carrying  out  the  provisions  of  the  merchant  marine  act, 
done  much  in  the  way  of  studying  the  development  of  new  trade 
routes  and  had  put  vessels  in  new  routes  as  a  part  of  that  study. 

Owing  to  the  present  status  of  the  Shipping  Board,  however, 
it  can  do  little  in  going  forward  with  that  phase  of  its  duties, 
it  was  pointed  out. 


APPLES  FROM  SEATTLE  TO  EUROPE 

The  Traffic  World  Washington  Bureau 

According  to  information  received  by  the  bureau  of  markets 
of  the  Department  of  Agriculture,  the  Royal  Mail  Steam  Packet 
Company  plans  to  put  in  service,  for  the  transportation  of  ap- 
ples under  refrigeration,  nine  15,000-ton  vessels  between  Seattle, 
Wash.,  and  ports  of  Great  Britain  and  the  European  continent, 
via  the  Panama  Canal.  The  company  plans  to  have  all  nine 
ships  in  service  by  the  opening  of  the  apple  season  this  year. 
The  first  of  the  steamships  was  scheduled  to  leave  England 
about  March  1.  At  present  there  are  six  ships  carrying  apples 
under  refrigeration  from  Seattle  to  European  and  Great  Britain 
ports,  the  service  having  been  begun  last  fall.  The  capacity  of 
each  of  the  vessels  of  the  Royal  Mail  Line  is  given  as  45,000 
boxes  of  apples  under  refrigeration.  It  is  planned  to  have  the 
boats  operate  on  a  three-week  schedule. 


NEW   ORLEANS-BRAZIL   TRADE 

The  Traffic  World  Washington  Bureau 

Through  the  efforts  of  former  commissioner  Sutter  of  St. 
Louis,  the  Shipping  Board  has  given  the  United  States  Maritime 
&  Development  Company  of  Detroit  standing  as  an  operator  to 
which  Shipping  Board  vessels  may  be  allocated  for  operation. 

This  company  recently  petitioned  the  board  for  ships  to 
operate  in  the  New  Orleans-Brazil  trade  and  the  petition  was 
denied  because  the  board  did  not  feel  that  the  allocation  of  addi- 
tional vessels  in  that  trade  would  be  justified  under  existing 
traffic  conditions. 

Admiral  Benson  said  the  action  of  the  board  was  a  reversal, 
in  part,  of  its  former  ruling,  but  that,  for  the  present,  there  would 
be  no  ships  allocated  to  the  company. 

Mr.  Sutter  has  taken  an  active  interest  in  the  promotion  of 


shipping  from  the  Gulf  ports  to  foreign  ports  for  the  purpose 
of  affording  an  outlet  for  traffic  originating  in  the  Mississippi 
Valley. 

Under  the  board's  ruling,  vessels  may  be  allocated  to  the 
United  States  Maritime  &  Development  Company  on  a  showing 
that  the  vessels  will  not  be  used  in  competition  with  established 
routes. 


FREIGHT  RATES  FROM  DOMINICAN  REPUBLIC 
All  steamship  lines  running  from  ports  in  the  Dominican 
Republic  to  New  York  have  announced  a  reduction  of  5  per  cent 
in  freights  on  shipments  to  that  port.  In  addition,  one  company 
has  announced  a  special  rate  on  raw  sugar  of  $0.375  per  100 
pounds,  except  where  contracts  have  alrea'dy  been  made. 


SHIPPING    BOARD    FUEL    OIL    STATION 

The  U.  S.  Shipping  Board  has  decided  to  build  a  fuel  oil 
bunkering  station  on  Blakely  Island,  Mobile,  Ala.,  consisting  of 
two  55,000-barrel  oil  tanks  on  pile  and  concrete  foundations,  to- 
gether with  pile  runway,  dock,  loading  head  and  dolphine.  Bids 
for  the  construction  work  will  be  received  at  the  New  Orleans 
office  of  the  board  up  to  noon  March  30.  The  construction  of  a 
similar  station  at  Norfolk,  Va.,  was  decided  on  recently  by  the 
board. 


IMPERATOR   NOW   BERENGARIA 

The  Cunard  Line  announces  that  the  steamship  Imperator, 
which  was  purchased  from  the  British  government  last  month 
has  been  renamed  "Berengaria."  The  company  has  made  a  de- 
parture from  its  custom  of  calling  vessels  after  provinces  of  the 
Roman  Empire.  Berengaria  was  the  wife  of  Richard  I  of 
England. 


CONGESTION  AT  HAVANA  ALMOST  ELIMINATED 
A  cablegram  from  Consul  General  Hurst,  Havana,  dated 
March  16,  1921,  states  that  7  foreign  and  45  American  vessels 
cleared  for  United  States  ports  that  week.  "There  are  now  50 
American  vessels  in  Havana  Harbor,  as  compared  with  55  last 
week,  and  it  is  reported  by  the  customs  authorities  that  315,500 
packages  were  dispatched,  as  compared  with  500,000  during  the 
previous  week.  With  the  exception  of  a  small  docking  space  at 
Regla,  congestion  at  the  wharves  is  practically  eliminated,  and 
the  condition  of  the  harbor  is  almost  normal.  Regular  schedules 
between  Havana  and  other  ports  are  being  resumed  by  steam- 
ship companies." 


IDLE   SHIPPING    BOARD  VESSELS 

While  officials  of  the  Shipping  Board  are  hoping  for  an  in- 
crease in  business  for  the  board's  vessels,  there  is  no  prospect 
that  the  number  of  vessels  tied  up  by  the  board  will  be  cut 
down  in  the  immediate  future.  The  latest  figures  show  that 
536  vessels  have  been  withdrawn  from  service  by  the  board. 
Of  this  number,  241  are  of  5,000  d.  w.  t.  or  less;  38  are  of 
5,000  to  7,000  d.  w.  t,  23  are  of  from  7,000  to  8,000  d.  w.  t,  110 
are  of  8,000  to  9,000  d.  w.  t.,  and  90  are  of  9,000  d.  w.  t.  or  over. 


COAL  PRODUCTION  REPORT 

The  Traffic  World  Washington  Bureau 

"Production  of  soft  coal  during  the  week  ended  March  12 
dropped  below  the  7,000,000-ton  mark,"  the  Geological  Survey, 
Department  of  the  Interior,  said  in  its  weekly  report  on  coal 
production  under  date  of  March  19. 

"The  total  output,  including  lignite  a,nd  coal  coked,  is  esti- 
mated at  6,891,000  net  tons,  a  decrease  of  372,000  tons,  or  5  per 
cent  below  the  revised  figure  for  the  week  preceding.  What  was 
last  week  reported  to  be  a  slight  recovery  is  now  shown  by  cor- 
rected figures  to  have  been  instead  a  decrease,  so  that  the  de- 
cline in  production  since  December,  1920,  has  been  unbroken. 

"The  following  statement  furnished  by  the  American  Rail- 
way Association  shows  the  number  of  cars  loaded  daily:  March 
7,  24,953;  March  8,  22,715;  March  9,  22,889;  March  10,  22,729; 
March  11,20,885;  March  12,  12,649. 

"Loading  on  Monday  of  the  week  (March  14-19),  according 
to  preliminary  reports,  were  23,577  cars,  and  on  Tuesday,  22,001. 
The  total  of  the  two  days — 45,578 — was  2,090  cars  less  than  for 
the  corresponding  days  of  the  week  of  March  12,  which  indi- 
cates a  further  decrease  in  production  of  perhaps  4  per  cent. 

"The  all-rail  movement  to  New  England  remained  practi- 
cally unchanged  during  the  week  ended  March  12.  Reports  fur- 
nished by  courtesy  of  the  American  Railway  Association  show 
that  3,208  cars  were  forwarded  through  the  five  rail  gateways, 
Harlem  River,  Maybrook,  Albany,  Rotterdam,  and  Mechanics- 
ville.  Compared  with  1919  and  1920,  when  2,344  and  2,256  cars, 
respectively,  were  forwarded,  shipments  were  high,  but  they 
were  at  a  rate  of  but  little  more  than  50  per  cent  of  that  main- 
tained during  the  period  of  greatest  activity  last  summer." 


Our  Washington  Office  is  your  Washington  office 
if  you  are  a  subscriber  to  THE  DAILY  TRAFFIC 
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Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digriti  of  National  Reporter 

System,  published  by  West  Publishing  Co..  St.  Paul,  Minn. 

Copyright  by  Wett  Publishing  Co.) 


REGULATION    OF    COMMON    CARRIERS 
Interstate  Commerce   Rate    Regulation   or  Classification   Binding 

Until   Set  Aside: 

(Supreme  Court  of  Colorado.)  A  shipper  of  interstate  com- 
merce has  the  right  in  an  appropriate  proceeding  to  attack  the 
rate  or  classification,  and  will  be  given  relief  if  either  or  both 
are  unreasonable,  but,  so  long  as  the  rate,  regulation,  or  classifi- 
cation remains  operative,  it  is  binding  on  the  shipper  and  carrier 
alike,  and  is  to  be  enforced  by  the  courts  in  fixing  the  liability  of 
the  parties.— Fort  vs.  Denver  &  R.  G.  R.  Co.,  195  Pac.  Rept.  109. 
Federal  Legislation  Concerning  Interstate  Shipments  Supersedes 

Laws  of  State: 

Federal  legislation  on  interstate  shipments  supersedes  any 
legislative  policy  of  the  state.— Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and   Digests  of  National  Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Shipper  Bound  by   Rates  Filed  with  Commission: 

(Supreme  Court  of  Appeals  of  Virginia.)  The  tariff  of  rates 
filed  with  the  Interstate  Commerce  Commission  by  a  carrier  is 
binding  and  conclusive  upon  the  shipper,  who  is  charged  with 
notice  thereof,  as  well  as  the  carrier,  so  long  as  it  remains 
operative. — Old  Dominion  S.  S.  Co.  vs.  Blakeman,  105  S.  E.  Rept. 
752. 
Bill  of  Lading  Is  Contract  Unless  Contrary  to  Law: 

The  bill  of  lading  issued  by  a  carrier  and  accepted  by  the 
shipper  becomes  the  contract  of  shipment  and  governs  the  right 
of  the  parties,  notwithstanding  prior  and  contemporaneous  oral 
agreements,  unless  the  contract  is  one  forbidden  by  law,  in 
which  case  it  is  void,  and  the  status  of  the  parties  is  the  same 
as  if  it  had  never  been  entered  into. — Ibid. 
Illegal  Bill  of  Lading  Does  Not  Limit  Liability  of  Carrier: 

Where  the  shipper  stated  to  the  carrier's  agent  the  contents 
of  the  boxes,  which  under  the  filed  tariffs  required  a  high  rate, 
with  no  limitation  of  liability,  but  the  carrier's  agent,  without 
shipper's  knowledge  or  consent,  described  the  goods  in  the  bill 
of  lading  so  as  to  take  a  lower  rate  with  limitation  of  the 
carrier's  liability,  the  bill  of  lading  was  forbidden  by  law,  and 
does  not  estop  the  shipper  from  recovering  the  full  value  of 
his  goods  after  they  were  lost  in  shipment  any  more  than  it 
estops  the  carrier  from  collecting  the  correct  rate. — Ibid. 

A  requested  instruction  which  was  sufficiently  covered  by 
an  instruction  already  given  by  the  court  may  be  refused  with- 
out error. — Ibid. 

An  exception  to  the  overruling  of  an  objection  to  a  question 
does  not  disclose  error  where  the  bill  of  exceptions  does  not 
give  the  answer  of  the  witness  to  the  question. — Ibid. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National   Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 

LOSS  OF  OR  INJURY  TO  GOODS 

Value  of  Articles  Not  Delivered — Question  for  Jury: 

(Court  of  Appeals  of  Georgia,  Div.  No.  2.)  Cause  of  action 
attached  to  summons  in  justice  court  held  sufficient  to  allege 
an  action  ex  contractu  for  failure  of  carrier  to  deliver  a  con- 
signment of  deer  tongue.— Hines,  Director-General,  vs.  Mrzell, 
105  S.  E.  Rept.  736. 

In  action  for  failure  to  deliver  consignment  of  deer  tongue, 
the  value  of  the  consignment  is  peculiarly  a  question  for  the 
jury.— Ibid. 

The  opinion  of  witnesses  as  to  value  is  not  absolutely  bind- 
ing on  the  jury.— Ibid. 

Where,  in  an  action  for  failure  to  deliver  consignment  of 
deer  tongue  the  verdict  exceeded  the  highest  valuation  that 


could  possibly  be  deduced  from  th<-  evidence,  the  judgment  will 

be  afllrmed  on  condition  of  rrmlttlMir  of  excess.— Ibl'l. 

Liability  of  Carrier  for  Unloading  Perishable  Qoods  In  Mud  and 

Rain  at  Non-Agency  Station: 

(Supreme  Court  of  Appeals  of  West  Virginia.)  The  com- 
plaint filed  In  a  justice's  court  answers  nil  the  requirement*  of 
chapter  50  of  the  Code  (sees.  2555-279'!),  If  It  be  sufficient  to 
enable  a  person  of  common  understanding  to  know  what  was 
Intended.— Annese  vs.  Baltimore  &  O.  R.  Co.,  105  S.  E.  Rept.  807. 

Notwithstanding  a  bill  of  lading  stipulates  that  property  des- 
tined to  be  taken  from  a  station,  wharf  or  landing  at  which  there 
is  no  regularly  appointed  agent  shall  be  entirely  at  the  risk  of 
the  owner  after  unloading  from  cars  or  vessels,  the  carrier  will 
not  be  relieved  thereby  from  his  gross  negligence  In  unloading 
in  the  mud  and  rain  at  an  unreasonable  hour  of  the  night  goods 
consigned  to  such  point,  when  the  consignee  is  not  present  or 
could  not  reasonably  be  expected  to  be  present,  and  when  It 
is  manifest  that  such  goods,  because  of  their  character,  will  be 
certainly  destroyed  or  rendered  useless  by  the  elements. — Ibid. 

A  carrier  cannot  by  such  contract  ordinarily  relieve  itself 
from  liability  for  negligence  in  the  performance  of  Its  duties  as 
carrier. — Ibid. 

When  confronted  with  circumstances  due  to  the  elements 
rendering  a  carrier  unable  to  make  safe  delivery  of  goods  con- 
signed to  a  particular  destination.  It  cannot  by  contract  excuse 
itself  for  its  negligence  in  wantonly  discharging  said  goods  at 
such  point  in  mud  and  rain  in  a  place  where  they  will  certainly 
be  destroyed  and  rendered  useless. — Ibid. 

When  a  complaint  before  a  justice  states  a  good  cause  of 
action,  not  excepted  or  demurred  to,  and  on  the  trial  evidence 
is  admitted  without  objection  on  a  cause  of  action  not  clearly 
stated  in  the  complaint,  the  statute  of  jeofalls,  after  verdict 
and  judgment,  will  cure  any  defect  of  pleading. — Ibid. 
Limitation  of  Liability  by  Carrier: 

(Supreme  Court  of  South  Carolina.)  Receipt  issued  by  de- 
fendant express  company  for  shipment  by  the  consignor  to 
plaintiff  reading  the  company  would  not  pay  over  $50  In  case 
of  loss  unless  a  greater  value  was  declared,  and  the  charges  for 
such  value  paid,  held  effectual  to  limit  the  express  company's 
liability  under  the  rule  that  such  a  limitation  to  an  agreed  value 
on  which  the  rate  is  based  is  affected  by  a  contract  for  inter- 
state express  carriage,  though  the  shipper  makes  no  declaration 
of  value  where  the  contract  shows  it  was  intended  to  fix  a  pri- 
mary value  to  control  the  rate. — Ibid — Pollakoff  vs.  American  Ry. 
Express  Co.,  105  S.  E.  Rept.  744. 

(Supreme  Court  of  South  Carolina.)  In  an  action  against 
an  express  company  for  failure  to  deliver  a  shipment  from 
plaintiff  to  consignee,  whether  plaintiff  entered  into  the  contract 
embodied  in  the  receipt  limiting  recovery  issued  by  defendant 
held  for  the  jury. — Poliakoff  vs.  American  Ry.  Express  Co.,  105 
S.  E.  Rept.  745. 
Carrier  Not  Liable  for  Freezing  of  Potatoes  on  Shipper's  Failure 

to  Heat  Cars: 

(Supreme  Court  of  Colorado.)  Under  the  common  law  a 
carrier  is  not  liable  for  losses  or  injuries  resulting  from  the 
inherent  nature  of  the  goods  which  would  not  have  been  pre- 
vented by  the  exercise  of  ordinary  care  on  its  part  or  for  loss 
or  injury  to  goods  caused  by  an  inherent  defect  In  the  goods 
themselves,  existence  of  which  was  unknown  both  to  the  shipper 
and  the  carrier. — Fort  vs.  Denver  &  R.  G.  R.  Co.,  195  Pac.  Rept. 
109. 

Where  contract  of  shipment  of  potatoes  did  not  require  car- 
rier to  furnish  heat,  but  did  permit  shipper  to  use  stoves  in  the 
cars  and  to  carry  shipper's  attendant,  keeping  up  such  fires,  free 
of  charge,  the  shipper  having  failed  to  provide  stoves,  could 
not  recover  from  railroad  for  damage  to  potatoes  from  freezing, 
the  railroad  being  under  no  obligation  to  furnish  such  heat. — 
Ibid. 

TRANSPORTATION   AND   DELIVERY   BY   CARRIER 
Liability  of  Carrier  for  Misdirection  of  Freight: 

(Supreme  Court  of  Alabama.)  If  a  shipment  miscarried  as 
the  result  of  the  plaintiff's  fault  or  negligence  in  giving  shipping 
directions,  or  in  erroneously  marking  the  packages,  the  shipper 
is  liable  for  the  extra  freight  charges  for  transporting  the  goods 
from  the  erroneous  destination  to  the  true  destination,  and  can- 
not recover  for  detention  of  the  goods  by  the  carrier. — Louisville 
&  N.  R.  Co.  vs.  James,  86  Sou.  Rept.  906. 

Where  the  shipper  gave  proper  directions  for  the  shipment 
of  the  goods,  but  the  shipment  miscarried  as  a  result  of  the 
initial  carrier's  negligence,  the  initial  carrier  in  that  respect  was 
the  agent  of  the  terminal  carrier,  and  the  shipper  Is  not  liable 
to  the  latter  for  the  freight  charges  from  the  erroneous  to  the 
true  destination,  and  can  recover  from  the  terminal  carrier  in 
detinue  for  the  wrongful  detention  of  the  goods.— Ibid. 

The  liability  of  the  initial  carrier  for  negligence  in  respect 
to  carrying  the  goods  was  distinct  from  the  liability  of  the  ter- 
minal carrier  for  wrongful  detention  of  the  goods,  so  that  the 
shipper's  settlement  with  the  initial  carrier  did  not  relieve  the 
terminal  carrier's  liability. — Ibid. 
Liability  of  Carrier  for  Wrongful  Detention  of  Freight: 

The  fact  that  a  count  of  the  declaration  In  detinue  claimed 
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elements  of  damages  not  recoverable  in  such  action  does  not 


heureocve  is  the  specific  property 

or  its  alternative  value,  together  with  the  value  of  the  use  or 
hire  during  wrongful  detention,  without  interest  or  damages  for 
deterioration  in  value  from  ordinary  wear  and  tear  — 

Deterioration  in  value  of  the  property  while  detained  occa- 
sioned by  the  wrongdoer  through  neglect,  abuse,  or  nonuse,  it 
an  element  of  damages  recoverable  in  detinue  in  addition  to 
the  value  of  the  use  of  the  property.—  Ibid. 

'  Remuneration  for  inconvenience  and  annoyance  to  the  plain- 
tiff as  the  result  of  being  deprived  of  his  property  is  not  re- 
coverable in  an  action  of  detinue,  but  such  damages  are  mclude< 
in  the  award  for  use  of  the  property  during  the  unlawful  deten- 

°nRulings  on  special  pleas  were  without  injury  to  defendant, 
where  all  matters  of  evidence,  as  developed  on  the  trial,  per 
nent  or  material  to'  the  defense,  were  admissible  under  the  gen- 


Transportation  of  Animals  Without  Attendant  Held   Not  to  Re- 

lieve Carrier  from  Liability  for  Neglect: 

(Court  of  Errors  and  Appeals  of  New  Jersey.)  Where,  un- 
der a  contract  of  shipment  of  animals,  the  carrier  is  liable  for 
injuries  to  them  resulting  from  its  neglect  of  proper  care,  unless 
the  animals  are  accompanied  by  the  owner,  or  attendant  in  his 
employ,  and  the  carrier  transports  the  animals  without  an  at- 
tendant of  which  it  has  knowledge,  the  carrier  is  not  relieved 
from  proper  care  in  transporting  the  animals,  although  it  might 
have  been  if  there  was  an  attendant  who,  if  present,  would  be 
bound  to  give  the  care,  the  neglect  of  which  caused  injuries 
to  the  animals,  and  this  is  so  even  if  it  was  expected  that  the 
attendant  would  accompany  the  animals,  but  failed  because  of 
misleading  information  given  him  by  the  carrier's  agent  as  to 
the  time  when  the  animals  would  be  moved.—  Purity  Farms  vs. 
Adams  Exp.  Co.,  112  Atlantic  Kept.  334. 
Petition  for  Killing  Live  Stock  Held  Good  on  General  Demurrer: 

(Court  of  Appeals  of  Georgia,  Div.  No.  1.)  Where  a  petition 
against  a  railroad  company  in  an  action  for  the  killing  of  live 
stock  alleges  substantially  that  on  or  about  a  certain  date,  be- 
tween the  eighty-fourth  and  eighty-fifth  mileposts  of  the  defend- 
ant's railroad,  in  a  designated  county,  defendant,  by  the  running 
of  its  trains,  cars  and  locomotives,  killed  a  described  animal  be- 
longing to  the  plaintiff,  and  that  the  killing  was  the  result  of 
negligence  and  carelessness  on  the  part  of  the  defendant,  its 
officers,  agents  and  employes,  the  defendant  could  not  admit  the 
allegations  of  the  petition  and  escape  liability,  and  the  petition 
was  good  as  against  a  general  demurrer.  Central  of  Georgia 
Ry.  Co.  vs.  Weathers,  120  Ga.  475,  47  S.  E.  956  (1).—  Hines, 
Director-General  of  Railroads,  et  al.  vs.  Fowlstown  Tobacco  Co. 
et  al.,  105  S.  E.  Rept.  728. 

A  failure  to  allege  "by  what  train,  cars  and  locomotives 
the  injury  complained  of  was  inflicted"  is  not  ground  for  de- 
murrer. Seaboard  Air  Line  Ry.  vs.  Peeples,  9  Ga.  477,  71  S.  E. 
758  (2);  Sims  vs.  Western  &  Atlantic  R.  R.  Co.,  Ill  Ga.  820, 
35  S.  E.  696  (2).—  Ibid. 

The  special  demurrer  that  the  petition  "did  not  allege  with 
sufficient  certainty  in  what  way  or  manner  the  defendant  was 
negligent  and  faijed  to  allege  what  specific  acts  of  the  defendant, 
its  officers,  agents  and  employes  resulted  in  the  injury  com- 
plained of,"  was  good,  and,  in  the  absence  of  appropriate  amend- 
ment, the  demurrer  should  have  been  sustained  and  the  petition 
dismissed  for  failing  to  set  out  any  specific  acts  of  negligence. 
Macon,  Dublin  &  Savannah  R.  R.  Co.  vs.  Stewart,  120  Ga.  890, 
48  S.  E.  354  (1);  Southern  Ry.  Co.  vs.  Buchan,  137  Ga.  105,  72 
S.  E.  896,  and  citations.  —  Ibid. 

It  follows  that  the  court  erred  'in  overruling  the  special 
demurrers  4,  6,  8,  10  and  12  and  that  the  other  grounds  of 
demurrer  are  without  merit.  —  Ibid. 


A   QUESTION    OF   WEIGHING 

The  Traffic   World  Washington  Bureau 

The  Charles  Keally,  Sr.,  Co.,  of  Pittsburgh,  has  raised  the 
question  with,  the  Commission  as  to  what  shall  be  done  when 
a  consignor  ships  a  carload  of  potatoes  which  he  invoices  to  his 
consignor  as  being  240  sacks  weighing  36,000  pounds,  but  the 
delivering  line,  without  saying  whether,  when,  or  where  the 
lading  was  weighed,  submits  a  freight  bill  calling  for  the  freight 
on  39,300  pounds  of  potatoes.  The  consignor  has  offered  a  veri- 
fied copy  of  its  invoice  or  offered  to  make  affdavit  that  the 
shipment  contained  240  sacks  each  weighing  150  pounds. 

As  presented  to  the  Commission,  it  is  a  supposititious  case. 
John  Jones,  of  Albany,  is  the  consignor  and  Bill  Smith,  of  Pitts- 
burgh, the  consignor,  there  being  no  routing,  car  number,  or 
anything  else  furnished.  At  the  time  this  was  written  the  Com- 
mission had  not  answered  the  query.  If  the  ordinary  rule  is 
followed,  the  Keally  Company  will  be  told  that  the  Commission 
does  not  pass  on  hypothetical  cases.  When  a  real  case  is  pre- 
sented, the  facts  are  placed  before  the  carrier  that  is  apparently 
at  fault  so  that  the  Commission  can  have  all  the  available  facts 


before  answering  the  letter  or  attempting  to  settle  the  matter 
informally. 

In  the  event  of  dispute  between  shipper  and  carrier,  the 
Commission  takes  the  weight  of  the  carrier  when  the  latter 
shows  that  the  weighing  has  been  done  under  supervision  of 
an  inspection  bureau  and  the  shipper  has  no  evidence  other  than 
the  statement  of  his  own  employes.  In  the  final  analysis,  the 
question  is  always  one  of  the  weight  of  evidence.  In  the  case 
brought  forward  by  the  Keally  Company,  if  the  carrier  could 
not  show  when,  where,  and  by  whom  the  carload  of  potatoes  was 
weighed,  a  court  would  have  to  dispose  of  the  case  on  the  best 
evidence,  which  would  be  the  testimony  of  the  consignor.  His 
testimony  would  be  considered  good,  if  he  could  prove  that  he 
had  sold  the  carload  as  weighing  only  36,000  pounds. 

The  reason  for  taking  the  weight  of  a  weighing  and  inspec- 
tion bureau  as  against  the  weighing  by  the  employes  of  the  party 
making  the  complaint,  is  that  the  weighing  and  inspection 
bureau  would  have  less  reason  for  making  a  "mistake"  than  a 
complainant;  besides,  weighing  and  inspection  bureaus  are  under 
inspection  by  local  authorities  to  see  that  their  scales  and 
methods  are  correct  and  accurate. 


RATES  TO  AND  FROM  BORDER  POINTS 

The  Traffic  World   Washington  Bureau 

Answering  informal  applications  for  a  ruling  as  to  how  rates 
shall  be  made  from  and  to  border  line  points,  the  Commission 
has  authorized  Director  Hardie  of  the  bureau  of  traffic  to  issue 
the  following,  for  the  benefit  of  all  interested: 

"A  number  of  communications  have  been  received  from  ship- 
pers and  others  relative  to  the  proper  method  of  increasing 
under  Ex  Parte  74  rates  on  classes  and  various  commodities,  not 
including  coal,  applicable  to  and  from  points  in  close  proximity 
to  the  border  line. between  the  eastern  and  southern  groups,  as 
defined  in  the  report  in  that  proceeding. 

"After  considering  the  various  questions  informally,  the 
Commission  has  instructed  the  undersigned  to  advise  interested 
parties  as  follows: 

"It  sees  no  occasion  to  question  the  action  of  the  carriers 
in  treating  points  on  the  Bristol  line  of  the  Norfolk  &  Western 
Railway  from  Radford,  Va.,  to  Bristol,  Tennessee-Virginia,  as 
border  line  points,  applying  an  increase  of  40  per  cent  to  the 
rates  locally  on  such  line  and  to  rates  between  points  on  suph 
line  and  points  in  the  eastern  group,  and  25  per  cent  to  the 
rates  between  such  points  and  points  in  the  southern  group. 

"The  situation  as  to  the  Clinch  Valley  branch  of  the  Norfolk 
&  Western  leading  from  Bluefield,  Va.,  to  Norton,  Va.,  and  of 
the  Lexington-Louisville  branch  of  the  Chesapeake  &  Ohio  from 
Ashland,  Ky.,  to  Louisville  is  considered  similar  to  that  of  the 
Bristol  branch  of  the  Norfolk  &  Western. 

"It  is  considered  that  the  Big  Sandy  division  of  the  C.  & 
O.,  leading  from  Huntington,  W.  Va.,  to  Elkhorn  City,  Ky.,  also 
the  line  of  the  Morehead  &  North  Fork  should  be  considered 
as  being  within  the  southern  group,  subject  to  25  per  cent  in- 
crease upon  local  rates  and  33%  per  cent  as  to  rates  to  and  from 
points  in  the  eastern  group. 

"In  reaching  the  informal  conclusions  above  indicated,  the 
Commission  gave  consideration  to  the  following  paragraph  which 
appears  in  its  report  in  Ex  Parte  74,  on  page  247: 

In  the  construction  of  rates  in  accordance  with  these  findings  it 
is  not  intended  that  the  group  boundaries  hereinbefore  designated 
should  be  strictly  observed,  but  the  territorial  boundaries  heretofore 
recognized  should  be  observed.  For  example,  Richmond,  one  of  the 
so-called  Virginia  cities,  should  continue  on  the  basis  which  it  has 
heretofore  enjoyed. 

"In  many  cases  local  rates  between  points  on  the  lines  above 
described  are  and  have  been  subject  to  the  Official  Classification; 
joint  rates  between  such  points  and  points  in  the  eastern  group 
have  been  generally  subject  to  the  Official  Classification  and 
have  been  constructed  and  predicated  in  a  general  way  with 
relation  to  the  adjustment  in  Trunk  Line  and  Central  Freight 
Association  territories.  To  apply  any  increase  as  to  traffic  be- 
tween such  points  and  points  in  the  eastern  group  different 
from  that  applicable  to  the  eastern  group  would  create  many 
fourth  section  violations  and  require  numerous  readjustments, 
many  of  which  may  be  avoided  by  the  method  of  applying  the 
increases  which  has  been  used  by  the  carriers  and  is  considered 
informally  by  the  Commission  not  to  be  at  varance  with  its  find- 
ings in  Ex  Parte  74. 

"The  views  herein  expressed  are  without  prejudice  to  any 
formal  proceedings  that  may  later  come  before  the  Commission 
relative  to  any  of  the  rates  involved." 


BIDS    FOR    STEEL    BARGES 

Three  bids  for  the  four  steel  oil  barges  at  New  Orleans 
which  the  Shipping  Board  recently  offered  for  sale  were  opened 
by  the  board  March  21.  A  bid  of  $1,100  each  for  the  barges  from 
Walter  Cook  Keenan,  of  New  Orleans,  was  rejected  at  once.  The 
other  two  bids,  one  of  $10,000  each  from  John  F.  Klein  of  New 
Orleans,  and  one  of  $25,000  each  from  the  Beacon  Oil  Company 
of  Boston,  were  taken  under  advisement. 


March  26,  1921 
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A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


UNEDUCATED  SHIPPERS 

Editor  The  Traffic  World: 

Much  is  said  of  the  near  poverty  of  the  railroads  and  the 
extra  burdens  borne  by  shippers.  I  have  a  word  of  cheer  for 
both,  which  applies  in  New  England  especially. 

Very  few  of  the  shippers  in  this  section  have  their  traffic 
under  proper  supervision  and  the  resulting  loss  to  them  is  surely 
the  profit  of  the  carriers,  which  means  some  additional  revenue. 

Shippers  in  New  England  as  a  whole  have  little  or  no  idea 
of  the  use  of  a  "traffic  expert"  or  even  know  what  the  term 
means,  and  through  lack  of  education  lose  much  of  their  profit. 
One  large  capital  city,  for  instance,  has  less  than  a  half  dozen 
concerns  that  are  awake.  The  larger  cities  have  traffic  men  In 
their  chambers  of  commerce,  but  individual  expense  bills  and 
such  details  cannot  be  checked  there. 

So,  shippers  who  complain  of  high  rates,  who  have  not  been 
educated  to  proper  shipping,  have  no  right  to  kick,  surely,  and 
they  are  in  the  majority  in  this  section.  Yet  there  are  many 
competent  trained  men  right  here  who  could  show  them.  It  is 
always:  "We  ship  P.  0.  B.,  shipping  point.  Other  fellow  pays 
freight.  We  are  not  interested."  Let  these  concerns  pay  in  end 
and  not  kick. 

Taunton,  Mass.,  March  16,  1921.  H.  C.  Walker. 


ON  HAND  EXPRESS  SHIPMENTS 

Editor  The  Traffic  World: 

We  are  very  much  in  sympathy  with  the  item  in  your  March 
12  number  under  the  headingi,  "On  Hand  Express  Shipments." 

In  accordance  with  the  latter  part,  which  has  reference  to 
improper  response  to  postal  notices  sent  out  by  the  express 
agents,  I  wish  the  fact  might  be  pointed  out  to  the  officials  of  the 
American  Railway  Express  Company  that  the  postal  notices  are 
incomplete.  There  are  very  few  cases  where  they  show  the 
shipper's  number  and  in  many  cases  they  do  not  specify  the  date 
of  shipment  whereby  the  shipper  can  locate  their  records  with- 
out spending  a  lot  of  time  searching  for  them. 

General  Electric  Company, 
A.  J.  Kruse,  Traffic  Department. 

Fort  Wayne,  Ind.,  March  18,  1921. 


SHIPPER  AND  CARRIER  CO-OPERATION 

Editor  The  Traffic  World: 

Everyone  coming  in  contact  with  shipping  and  receiving 
freight  today,  more  fully  realizes  the  necessity  of  co-operation 
between  the  shipper  and  carrier  to  facilitate  the  handling  and 
movement  of  the  various  commodities  now  being  put  on  the  mar- 
ket; however,  we  all  know  there  has  never  been  the  state  of 
co-operation  necessary  for  this. 

It  has  been  noticeable,  heretofore,  at  various  points  through- 
out the  country,  especially  in  the  producing  sections  of  the  vari- 
ous commodities,  that  there  has  been  the  wrong  spirit  between 
the  shipper  and  the  carrier,  brought  about  by  each  pulling 
against  the  other,  where  it  should  have  been  push,  as  we  all 
realize  nothing  has  ever  been  achieved  by  pulling  against  each 
other.  If  we  expect  to  make  a  step  forward,  a  step  for  improve- 
ment and  betterment  of  service,  we  must  all  go  together  and  put 
our  whole  life,  strength,  power,  and  influence  available  In  It  to 
bring  about  these  results. 

With  the  transportation  companies  daily  increasing  their 
supply  of  equipment  with  which  to  handle  our  commodities,  It 
behooves  all  of  us  also  to  utilize  it  to  both  the  advantage  of  the 
carrier  as  well  as  ourselves,  by  promptly  releasing  any  equip- 
ment not  necessary  for  our  use,  which  will  undoubtedly  enable 
the  carrier  to  place  it  where  it  is  required,  and  we  should  at  all 
times  do  our  part  toward  bringing  such  a  co-operation  about. 
Results  will  be  sure  to  follow  if  an  organization  founded  on  co- 
operation between  the  shippers  and  carriers  is  the  result  of  our 
united  efforts. 

McGlone,  W.  Va.,  March  17,  1921.  Clyde  N.  Thompson. 


INTEREST  ON  CLAIMS 

Editor  The  Traffic  World: 

I  have  noticed  some  discussion  relative  to  interest  on  loss 
and  damage  claims  in  The  Open  Forum,  and  thought,  perhaps, 
a  concrete  example  which  came  to  my  attention  yesterday  might 
be  of  interest. 

On  July  31,  1920,  we  presented  a  claim  for  $457.66,  to  cover 
loss  of  an  entire  shipment  from  the  East  to  Denver.  The  claim 


was  just  paid  yesterday.  If  we  had  given  the  railroad  ninety 
days  for  investigation,  there  would  still  be  four  months  in  addi- 
tion to  the  ninety  days,  during  which  time  our  money  was  lying 
idle.  This  at  7  per  cent  would  figure  about  $10.00  in  interest 
for  the  four  months.  In  addition  to  this,  the  shipment  moved 
on  May  20,  1920,  and  we  paid  for  it  on  May  30,  1920.  So  that  our 
money  has  been  idle  for  ten  months. 

If  a  customer  owes  us  money  for  any  length  of  time  we 
charge  him  interest.  If  we  borrow  money  from  the  bank  we 
pay  interest. 

The  Morey  Mercantile  Company, 
R.  Fllcklnger,  Traffic   Manager. 

Denver,  Colo.,  March   16,  1921. 


ACCURACY  OF  RAILWAY  SCALES 

Editor  The  Traffic  World: 

We  have  noted  discussions  relative  to  accuracy  and  inac- 
curacy of  railroad  track  scale  weights  and  would  like  to  quote 
an  instance  relative  to  car  of  grain  shipped  to  the  seaboard. 

The  original  weights  were  obtained  from  elevator  hopper 
scales,  car  being  billed  and  invoiced  at  63,358  pounds  and  en  route 
met  with  an  accident,  was  transferred  by  carrier  and  weighed 
at  Pitcairn,  net  weight  showing  70,600  pounds.  On  arriving  at 
Baltimore  the  out-turn  weight  as  furnished,  which  we  accepted 
as  per  terms  of  contract  "destination  weights  and  grades"  60,700 
pounds. 

While  we  suffered  no  inconvenience,  owing  to  the  freight 
charges  being  reduced  according  to  the  actual  out-turn  at  destina- 
tion, still,  it  is  prominently  noted  the  variation  of  these  weights, 
and  had  car  gone  to  interior,  carriers  would  have  claimed  that 
they  were  pursuing  a  lawful  course  to  have  assessed  freight 
charges  on  the  basis  of  70,600  pounds  until  we  could  have  shown 
them  differently;  and  from  our  observations  weights  obtained 
in  the  manner  in  question  vary  from  1,000  pounds  under  the 
correct  weight  to  1,000  and  more  over  the  correct — more  often 
the  latter. 

Chatterton  &  Son,  L.  T.  Breckon,  Claim  Department. 

Lansing,  Mich.,  March  18,  1921. 

Editor  The  Traffic  World: 

Recent  articles  in  The  Open  Forum  relative  to  railroad 
scale  weights  bring  up  an  interesting  problem  which  apparently 
would  have  to  be  answered  by  some  railroad  scale  expert. 

Careful  sawmill  observers  all  over  the  country  have  known 
for  years  that  the  more  lumber  that  is  loaded  in  an  individual 
car,  the  less  the  lumber  will  weight  per  unit.  In  other  words, 
a  car  loaded  with  but  5,000  feet  of  oak  will  average,  say,  5.75 
pounds  per  foot  B.  M.,  while  a  car  loaded  with  10,000  feet  B.  M., 
or  12,000  feet  B.  M.,  will  average  but  5.5  pounds  per  foot  B.  M. 

The  exact  explanation  for  this  the  writer  has  never  been 
able  to  secure,  but  it  is  avery  strong  argument  for  heavier  load- 
ing. If  a  proper  explanation  of  it  can  be  secured,  it  would  be 
a  big  boom  for  heavier  loading. 

Undoubtedly  a  great  many  railroad  people  will  deny  the 
above  points,  but,  on  the  contrary,  sawmill  men  who  have  been 
in  business  for  years  will  verify  the  truth  of  the  writer's  state- 
ments. 

Marsh  &  Truman  Lumber  Company, 

Chicago,  March  18,  1921.  A.  Fletcher  Marsh. 


WAR  TAX  ON  FREIGHT 

Editor  The  Traffic  World: 

In  assuming  the  amount  received  by  the  government  from 
the  transportation  war  tax,  in  the  period  from  February  to  June, 
1918.  to  be  a  fairly  representative  one,  Mr.  Snook,  in  his  letter 
published  in  The  Traffic  World,  March  5,  evidently  fails  to  take 
into  consideration  the  conditions  prevailing  during  that  period. 
By  using  this  amount  ($29,925,562.84)  as  a  basis,  and  taking  1.8 
per  cent  of  the  amount  received  from  this  tax  during  the  last 
five  months  of  1920,  Mr.  Snook  clearly  points  out  that  the  war 
tax  percentum  can  be  reduced  to  1.8  per  cent  without  reducing 
the  government's  revenue  from  this  source.  However,  a  propo- 
sition of  this  kind,  like  the  increases  authorized  in  Ex  Parte 
74,  is  a  "hit  or  miss"  one  and  it  is  questionable  whether  tin- 
amount  above  stated  can  be  considered  fairly  representative. 

In  looking  over  the  monthly  receipts  from  this  tax  I  find 
that  during  the  last  five  months  of  the  calendar  year  1918, 
$51,482,816.07  was  received  by  the  government.  Allowing  for 
the  25  per  cent  advance  in  freight  rates  (under  General  Order 
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28)  would  reduce  this  amount  to  $38,611,887.06,  an  increase  of 
close  to  nine  million  dollars  over  the  amount  received  during 
the  five  months  ending  June,  1918.  Going  still  further  into  the 
matter  it  will  be  found  that  during  the  flscal  year  beginning 
July,  1918,  and  ending  June,  1919,  the  government  received 
$116,345,976.85,  while  for  the  flscal  year  following  (July,  1919, 
to  June,  1920),  $130,785,810.57  was  turned  over  to  Uncle  Sam  to 
help  pay  the  war  debt.  There  is  at  least  one  answer  to  this  in- 
crease of  more  than  fourteen  million  dollars  in  one  year:  Gov- 
ernment shipments  of  war  supplies,  on  which  no  war  tax  is 
chargeable,  practically  ceased  during  the  fiscal  year  ending  June, 
1920,  and  the  equipment  formerly  used  for  these  shipments  be- 
came available  for  the  transportation  of  commodities  on  which 
a  war  tax  was  collected. 

Attention  might  also  be  called  to  the  fact  that  during  the 
month  of  July,  1920  (prior  to  the  time  the  increases  under  Ex 
Parte  74  became  effective)  the  revenue  received  by  the  govern- 
ment from  this  war  tax  amounted  to  $10,683,020.98,  and  during 
the  month  of  January,  1921,  it  amounted  to  $10,704,620.84.  In 
other  words,  with  freight  rates  increased  from  25  per  cent  to 
40  per  cent,  the  added  revenue  amounted  to  exactly  $21,599.86, 
clearly  indicating  the  extent  to  which  business  has  fallen  off 
since  last  July. 

If  a  monthly  income  of  practically  six  million  dollars  can 
be  considered  fairly  representative  of  the  amount  Congress  in- 
tended the  government  should  receive,  then  the  transportation 
service  of  the  country  has  certainly  contributed  more  than  its 
share  and  no  time  should  be  lost  in  repealing  this  war  tax.  How- 
ever, that  is  a  question  that  no  doubt  will  be  decided  during  the 
coming  special  session  of  Congress. 

New  York,  N.  Y.,  March  23,  1921.  M.  J.  Gould. 

EQUITABLE  LIVE  STOCK  RATES 

Reparation  to  the  amount  of  $50,000  is  asked  in  a  complaint 
filed  March  25  with  the  Interstate  Commerce  Commission  by 
the  National  Live  Stock  Exchange  and  the  Cleveland  Provision 
Company  against  all  class  I  railroads  operating  in  Eastern 
territory. 

The  complaint,  which  is  signed  by  Everett  C.  Brown,  presi- 
dent of  the  National  Live  Stock  Exchange;  D.  C.  Mosier,  chair- 
man of  the  exchange's  transportation  committee;  and  A.  Z. 
Baker,  traffic  manager  of  the  Cleveland  Provision  Company, 
alleges  that  the  failure  of  the  defendants  to  publish  a  suitable 
tariff  rule  providing  for  the  protection  of  the  shipper  who  or- 
ders a  standard  36-foot  stock  car  against  payment  of  a  higher 
minimum  weight  when  a  longer  car  is  furnished  for  the  con- 
venience of  the  carrier,  has  resulted  in  the  payment  of  ex- 
cessive charges  by  the  complainants  amounting  to  the  sum 
claimed. 

Mr.  Brown  made  the  following  statement  in  explanation  of 
the  complaint: 

"This  is  the  second  formal  complaint  filed  by  our  organ- 
ization in  the  last  two  weeks  in  a  nation-wide  drive  to  get  our 
railroad  rates  and  regulations  on  a  workable  basis,  and  a  basis 
that  will  accord  to  the  live  stock  producers  more  equitable 
rates  on  their  shipments. 

"This  particular  complaint  asks  that  the  railroads  in  Official 
Classification  territory  be  required  to  publish  a  rule  that  will 
protect  the  shipper  who  orders  a  standard  36-foot  stock  car 
for  handling  cattle,  calves,  swine,  sheep,  lambs,  goats  or  kids, 
against  payment  of  a  higher  minimum  weight  when  a  longer 
car  is  furnished  for  the  convenience  of  the  carrier. 

"This  marks  no  new  departure  in  tariff  rules  and  the  Com- 
mission has  requently  required  the  establishment  of  similar 
rules;  in  fact,  the  complaint  quotes  the  administrative  ruling 
which  holds  that  the  railroad  should  arrange  to  publish  a  rule 
of  this  character  whenever  the  minimum  varies  with  the  length 
of  the  car. 

"These  weight  penalties  frequently  amount  to  the  maximum 
difference  of  two  thousand  pounds  a  car.  Computed  on  the 
present  high  freight  rates,  this  rapidly  runs  into  a  considerable 
sum. 

"In  an  endeavor  to  dispose  of  this  question  without  re- 
sorting to  litigation,  we  informally  appealed  to  the  railroads 
months  ago,  but  little  headway  has  been  noticed.  Every  day's 
delay  means  that  our  shippers  must  continue  to  pay  excessive 
charges;  hence,  we  are  asking  for  reparation  on  every  car  on 
which  the  excess  is  being  collected." 


REDUCED  LIVE  STOCK  RATES 

The  Traffic  World  Washington  Bureau 

As  a  measure  for  the  relief  of  suffering  live  stock  interests 
in  the  southwest,  the  railroads  have  agreed  to  publish,  as  soon 
as  possible,  under  short  notice  authority  issued  by  the  Commis- 
sion the  rates  on  stockers  and  feeders  from  the  ranges  to  the 
feeding  grounds  in  Kansas,  Nebraska,  Montana,  Wyoming,  and 
parts  of  Colorado,  that  were  in  effect  August  25  last;  that  is, 
they  are  to  restore  the  rates  on  which  some  business  was  done 
before  the  last  general  increase  in  rates  (see  Traffic  World, 
March  19,  p.  594).  - 


The  reduced  rates  are  to  be  in  operation  from  April  1  to 
July  15.  The  movement  of  cattle  from  the  breeding  grounds  to 
the  feeding  grounds  usually  begins  between  April  10  and  April 
25.  The  old  rates,  therefore,  will  be  available  to  the  live  stock 
interests,  if  they  can  do  business  on  them  at  the  present  low 
prices  for  animals  for  slaughtering. 

This  restoration  of  the  old  rates  was  agreed  to  in  a  con- 
ference at  the  office  of  Chairman  Clark  of  the  Commission,  March 
17,  in  which  the  live  stock  interests  had  as  spokesman  S.  H. 
Cowan  and  C.  A.  Tomlinson  and  the  railroads  were  represented 
by  Edward  Chambers,  of  the  Santa  Pe;  S.  H.  Johnson,  of  the 
Rock  Island;  W.  P.  Kenney,  of  the  Great  Northern;  R.  M.  Cal- 
kins, of  the  Milwaukee;  Columbus  Hale,  of  the  Missouri,  Kansas 
&  Texas;  C.  E.  Spens,  of  the  Burlington;  and  F.  W.  Robinson,  of 
the  Union  Pacific. 

As  a  result  of  the  relief  agreed  on,  the  hearing  set  for  March 
21,  at  St.  Louis,  before  Examiner  Keeler,  in  No.  12432,  American 
National  Live  Stock  Association  vs.  A.  T.  &  S.  P.  et  al.,  was 
canceled.  The  case  itself  involved  all  manner  of  rates  on  live 
stock,  but  the  pressing  need  was  for  rates  that  might  enable  the 
owners  in  Texas  of  animals  ready  for  fattening  in  the  more 
northern  states  to  send  them  to  the  feeding  lots.  On  account 
of  low  prices,  it  was  set  forth  in  that  complaint,  the  owners  of 
animals  could  do  nothing  with  them  on  the  rates  that  were 
made  operative  on  August  26. 

Whether  the  restoration  of  the  old  rates  will  enable  the 
cattlemen  to  do  any  business  or  enough  to  enable  them  to  get 
out  of  the  slough  of  despond  into  which  they  are  alleged  to  have 
fallen  by  reason  of  the  big  fall  in  prices,  the  railroad  men  and 
the  traffic  officials  of  the  Commission  who  participated  in  the 
conference  cannot  estimate.  They  know  that  the  railroads  ex- 
pressed a  willingness  to  do  something  that  might  prove  a  help 
to  both  carriers  and  shippers.  The  question  to  be  solved  is 
whether  money  can  be  obtained  on  the  cattle  to  finance  the  trans- 
fer from  Texas  to  the  northern  feeding  lots.  Some  of  the  banks 
are  said  to  have  already  advanced  more  money  on  cattle  than 
the  animals  will  bring  in  the  market,  but  not  as  much  as  they 
have  cost  the  cattlemen,  hence  the  query  as  to  whether  the 
reduction  in  rates  will  be  as  beneficial  as  hoped. 

Among  the  declarations  made  in  the  conference  was  one 
that  there  are  too  many  cattle  on  the  breeding  grounds  in  Texas 
and  "not  enough  on  the  feeding  lots  in  the  states  mentioned.  The 
number  of  cattle  in  Montana,  in  particular,  was  reduced  in  the 
summer  of  1919  on  account  of  the  shortage  of  feedstuffs.  Thou- 
sands of  cars  of  starving  cattle  were  shipped  out  of  that  state 
on  account  of  the  drought.  They  have  never  been  replaced. 
Therefore,  it  was  asserted,  there  has  been  an  accumulation  of 
cattle  feed  in  Montana  for  which  there  can  be  no  great  demand, 
unless  the  number  of  cattle  can  be  increased. 


FRESH  MEAT,  CHICAGO  TO  GARY 

At  the  hearing  on  No.  12046,  Armour  &  Co.  vs.  Wabash  et 
al.,  held  before  Examiner  M.  Garcia  de  Quevedo  in  Chicago, 
March  21,  Royal  McKenna,  who  handled  the  case  for  the  Di- 
rector-General, said  this  was  the  first  instance  where  the  rail- 
roads had  refused  to  co-operate  with  the  Director-General  to 
the  extent  of  making  it  necessary  to  subpoena  the  railroad  wit- 
nesses. C.  H.  Richards,  chief  of  the  bureau  of  state  and  inter- 
state complaints  of  the  Wabash,  and  J.  P.  McWilliams,  chief 
clerk  in  the  traffic  department  of  the  Baltimore  &  Ohio,  were  the 
two  subpoened  railroad  men. 

W.  W.  Manker,  assistant  traffic  manager  for  Armour  &  Co., 
said  that  the  rate  complained  of,  which  was  21%  cents  on  fresh 
meat  between  Chicago  and  Gary,  Ind.,  was  in  effect  only  from 
the  effective  date  of  General  Order  No.  28  until  March  15,  1919, 
at  which  time  it  was  reduced  to  17  cents,  the  rate  down  to 
which  reparation  was  asked.  He  said  the  higher  rate  had  ap- 
plied only  on  the  Wabash.  contemporaneous  rates  on  the  B.  &  O. 
and  the  Lake  Shore  having  been  10%  cents  and  14  cents,  re- 
spectively. 

Paul  E.  Blanchard,  attorney  for  Armour  &  Co.,  called  at- 
tention to  the  fact  that  at  the  time  these  shipments  were  made, 
the  charge  to  Clarke  Junction,  a  switching  point  within  three 
miles  of  Gary,  was  only  $12  a  car  on  a  minimum  weight  of  30,000 
pounds.  Rate  comparisons  between  other  points  and  Chicago 
showed  that  the  rate  from  Cedar  Rapids,  250  miles,  was  at  the 
time  17  cents,  and  St.  Louis,  316  miles,  18  cents. 

Ross  D.  Rynder  intervened  on  behalf  of  Swift  &  Co.,  and 
through  his  witness,  G.  F.  Tally,  of  the  traffic  department  of  that 
company,  substantiated  the  facts  stated  by  Mr.  Manker.  The 
reparation  in  each  case  amounted  to  approximately  $1,000. 

The  defense  took  the  position  that  the  rate  in  question  was 
reasonable  per  se,  and  that  a  general  comparison  of  rates  would 
show  it  to  be  considerably  under  the  average.  The  difference  in 
operating  conditions  on  the  B.  &  O.  as  compared  with  the  Wa- 
bash was  held  by  the  witnesses  for  these  roads  to  be  sufficient 
reason  for  the  difference  in  the  two  contemporaneous  rates. 


PACIFIC   CAR    DEMURRAGE 

The  report  of  the  Pacific  Car  Demurrage  Bureau  for  Janu- 
ary, 1921,  shows  9,474  cars,  or  a  percentage  of  07.33,  held  over- 
time, as  against  11,521,  or  a  percentage  of  06.06  for  January,  1920. 
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Personal  Notes 


The  Norfolk  &  Western  Railway  Company  announces  that 
D.  W.  Clmmplin  is  appointed  general  agent  at  Richmond,  Va., 
succeeding  Freeman  W.  Jones,  promoted  to  division  freight  agent 
at  Winston-Salem,  N.  C.,  succeeding  F.  T.  Brinkley,  retired  under 
flu'  pension  rules  of  the  company. 

I'hilip  F.  Harding,  formerly  connected  with  the  general 
freight  department  of  the  Oregon  Short  Line,  has  been  appointed 
traffic  manager  for  the  Utah  Idaho  Central  Railroad,  succeeding 
J.  W.  Ellingston,  who  has  been  appointed  traffic  manager  for 
the  Amalgamated  Sugar  Company,  Ogden.  George  Williams, 
former  traffic  manager  for  the  sugar  company,  has  been  ap- 
pointed general  freight  agent  for  the  Denver  &  Rio  Grande 
Railroad,  at  Denver. 

Julien  F.  Gracey  has  been  appointed  general  agent  for  the 
Louisville  &  Nashville  at  Clarksville,  Tenn. 

The  following  officers  of  the  St.  Louis,  El  Reno  &  Western 
Railway  have  been  appointed:  H.  C.  Hicks,  treasurer;  D.  F. 
Williams,  general  freight  and  passenger  agent;  L.  A.  Garner, 
auditor. 

W.  S.  Elliot,  division  freight  agent  for  the  Canadian  Pacific 
Railway,  has  been  transferred  from  North  Bay,  Ont.,  to  St.  John, 
N.  B.  L.  Mulkern,  formerly  at  St.  John,  has  been  transferred 
to  North  Bay. 

The  Southern  Railway  System  has  announced  the  following 
appointments:  R.  C.  Semon.  commercial  agent,  vice  E.  W. 
Mihm,  who  died;  William  S.  Lienhard,  to  succeed  Mr.  Semon  as 
freight  traffic  representative  at  Cincinnati. 

Arthur  A.  Best  has  been  appointed  eastern  freight  agent  for 
the  New  York  Traffic  Association  at  New  York. 

The  North  American  Fruit  Exchange  has  announced  the 
appointment  of  F.  X.  Baur,  formerly  supervisor  of  transporta- 
tion for  the  Lehigh  Valley  Railroad,  as  transportation  manager, 
and  W.  V.  Degan,  formerly  manager  of  the  freight  claim  bureau 
of  the  Lehigh  Valley  Railroad,  as  freight  claim  agent. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  Transportation  Club  of  Flint,  Mich.,  held  a  banquet  at 
the  Hotel  Durant  March  17.  The  chief  speaker  was  F.  A.  But- 
terworth,  assistant  general  freight  agent  of  the  Pere  Marquette 
Railroad,  who  spoke  on  "The  Railroad  Situation  in  General." 
As  a  member  of  the  Chicago  Freight  Committee,  Mr.  Butter- 
worth  said  that,  generally  speaking,  the  railroads  represented  by 
that  committee  were  favorably  disposed  toward  granting  requests 
for  reductions  in  present  rates  whenever  the  reasonableness  of 
such  reductions  was  established.  It  was  his  view  that  all  future 
rate  adjustments  would  be  brought  about  by  reducing  the  higher 
rates  rather  than  by  raising  the  lower.  Other  speakers  were: 
George  C.  Conn,  traffic  manager,  the  Buick  Motor  Company; 
William  Holler,  managing  director,  Flint  Chamber  of  Commerce; 
and  Frank  McHale,  traffic  manager  of  the  Chevrolet  Motor 
Company  and  president  of  the  Transportation  Club. 


John  J.  DeLaney,  president  of  the  Elmira  Traffic  Club,  pre- 
sided at  the  dinner  given  by  that  organization  in  the  Federation 
Building,  March  8.  John  T.  Smith,  district  manager  of  the 
Trunk  Line  Inspection  Bureau,  spoke  on  "The  Proper  Methods 
of  Packing  and  Marking  and  the  Prevention  of  Freight  Claims." 
Other  speakers  were:  S.  E.  Childs,  Southern  Pacific;  A.  Kneu- 
buehl,  Great  Northern;  and  W.  A.  McCarthy  of  the  Southern 
Railway. 


Albert  Stump,  an  Indianapolis  attorney,  was  the  principal 
speaker  at  the  banquet  of  the  Indianapolis  Traffic  Club,  held 
at  the  Claypool  Hotel,  March  24.  The  weekly  noonday  lunch- 
eons of  this  club  have  developed  into  a  regular  affair  and  the 
average  attendance  is  now  about  seventy. 


The  annual  meeting,  dinner  and  smoker  of  the  Traffic  Club 
of  Chicago  will  take  place  at  the  Hotel  La  Salle,  March  29.  Elec- 
tion of  officers  will  take  place  in  the  afternoon  and  they  will 
be  installed  at  the  business  meeting  in  the  evening.  A  program 
of  vaudeville  will  follow  the  meeting. 


The  weekly  luncheon  of  the  Traffic  Club  of  St.  Louis  was 
held  in  the  American  Annex,  March  22.  Traffic  matters  are 
discussed  at  these  luncheons,  the  attendance  averaging  over 
130  members. 


A  noonday  meeting  and  dinner  will  be  held  at  the  Henry 
Waterson  Hotel,  March  29,  by  the  Transportation  Club  of  Louis- 
ville. Spencer  Van  Denburgh,  manager  of  the  Louisville  branch 
of  the  National  Safety  Council,  will  address  the  club  on  accident 
prevention. 


Himllnr  to  the  old  Transportation  Annotation,  the  membornhlp 
to  be  compofled  of  shipper*  and  railroad  men,  to  attend  a  lunch- 
eon at  the  Great  Northern  Hotel,  Chicago,  March  28,  haft  be<-n 
nent  out  by  W.  C.  Slegrlst. 

The  "Get-together"  traffic  dlBcuBHlon  at  the  Chicago  Traffic 
Club  the  evening  of  March  24  was  on  "weighing  carload  and 
less-than-carload  freight."  The  leaders  in  the  dlBcuaslon  were 
Oscar  F,  Bell,  former  traffic  manager  of  Crane  Company  and 
chairman  of  the  weighing  committee  of  the  National  Industrial 
Traffic  League;  F.  B.  Roy,  of  Fairbanks,  Morse  Company;  H.  A. 
Foss,  welghmaster,  Chicago  Board  of  Trade;  Murray  N.  Billings, 
assistant  traffic  manager,  Illinois  Steel  Company;  R.  B.  Goe, 
Illinois  Central  Railroad;  and  C.  T.  Scrlbner,  of  the  C.  B.  &  Q. 
Railroad. 


COAL  CAR  DISTRIBUTION 

The  Traffic  World  Washington  Bureau 

In  an  opinion  on  No.  11446,  Northern  West  Virginia  Coal 
Operators'  Association  vs.  the  Pennsylvania,  the  Commission 
holds  that  it  was  the  duty  of  the  Director-General  to  make  an 
equitable  distribution  of  coal  cars  to  mines  on  the  Monongahela 
and  the  Morgantown  &  Wheeling,  two  short  lines,  the  former 
owned  by  the  Pennsylvania  and  Pittsburgh  &  Lake  Erie  jointly, 
and  the  latter  an  independent  electric  line  operated  in  connec- 
tion with  the  Monongahela,  but  not  under  federal  control;  also 
that  the  failure  of  the  two  trunk  lines  to  make  such  distribu- 
tion resulted  in  undue  prejudice.  The  case  is  held  open  for 
hearing  as  to  the  extent  of  damage,  if  any,  caused  by  the  two 
trunk  lines  acting  as  the  Director-General's  agents  during  the 
shortage  between  July,  1919,  and  March,  1920.  It  looks  like 
a  far-reaching  and  important  decision,  because,  in  effect,  it  re- 
quires trunk  lines  to  furnish  equipment  pro  rata  for  mines  on 
short  lines  that  may  have  few  or  no  cars. 


An  invitation  to  men  interested  in  the  organization  of  a  club 


COAL  CAR  INVESTIGATION 

The  Traffic  World  Washington  Bureau 

The  private  coal  car,  including  the  car  assigned  by  a  railroad 
for  hauling  its  own  fuel,  is  to  be  made  the  subject  of  a  general 
investigation  by  the  Commission.  It  has  initiated  Docket  No. 
12520,  "In  Re-distribution  Among  Coal  Mines  of  Privately  Owned 
Cars  and  Cars  for  Railroad  Fuel."  The  beginning  of  that  pro- 
ceeding was  announced  on  March  22. 

At  the  same  time  the  Commission  rescinded  and  set  aside 
Service  Order  No.  18,  by  means  of  which,  on  September  28,  last, 
it  established  the  so-called  assigned  car  rule,  as  a  service  order 
under  the  car  distribution  part  of  the  first  section  of  the  inter- 
state commerce  law.  The  rule,  the  Commission  thinks,  is  in 
accordance  with  its  decision  in  Railroad  Commission  of  Ohio  vs. 
Hocking  Valley  (12  I.  C.  C.  398)  and  Traer  vs.  Chicago  & 
Alton  (13  I.  C.  C.  451),  cases  in  which  it  passed  on  the  ques- 
tion of  car  distribution  to  mines  furnishing  railroad  fuel  long 
before  the  first  section  was  amended  so  as  to  give  it  power  over 
the  distribution  of  cars. 

That  service  order  was  fiercely  assailed  in  the  hearings  held 
by  the  Senate  committee  of  which  Senator  Calder  was  the  chair- 
man,. In  fact,  nearly  all  the  service  orders  of  the  Commission 
were  subjected  to  attack,  especially  by  those  shippers  who  be- 
lieve that  their  interests  received  less  consideration  than  the 
facts  warranted.  The  Commission,  during  the  period  of  great 
criticism,  held  the  attitude  of  being  not  only  willing  but  anxious 
to  receive  suggestions  for  a  better  plan  of  accomplishing  the  end 
sought— namely,  the  distribution  of  cars  so  as  to  assure  coal  for 
the  railroads  and  for  the  industries  which  had  to  be  kept  going 
to  prevent  a  general  industrial  collapse. 

Early  hearings  are  expected  on  this  subject  because,  accord- 
ing to  the  belief  of  experienced  car  service  men,  the  country 
this  summer  will  go  into  a  period  of  extreme  car  shortage  for  the 
reason  that,  for  so  long  a  period,  it  has  not  been  doing  the  busi- 
ness regarded  as  absolutely  essential  to  feed  and  keep  the  peo- 
ple warm  the  coming  winter.  At  the  time  the  orders  rescinding 
the  assigned  car  rule  and  instituting  the  general  investigation 
were  issued,  the  car  surplus  had  reached  the  highest  peak  of  the 
present  era  of  unemployment  of  cars,  the  total  being  424,000,  an 
increase  of  2,000  cars  in  one  week. 

It  will  be  necessary  for  the  Commission,  it  is  believed,  to 
come  to  some  conclusion  on  the  subject  before  the  time  for  a 
big  car  demand  falls  on  the  railroads;  otherwise  a  condition 
approaching  chaos  might  come  about.  The  railroads  of  the 
country  have  no  more  facilities  than  the  industries  for  storing 
great  supplies  of  fuel.  The  mine  operators  in  the  bituminous 
regions,  as  a  rule,  have  no  facilities  for  storing  even  a  ton  of 
coal.  In  the  hard  coal  regions  there  is  storage,  but  the  hard  coal 
production  is  a  small  factor  in  the  industrial  use  of  fuel.  The 
Commission  must  proceed  on  the  assumption  that  storage  is 
out  of  the  question  for  this  year,  and  probably  for  three  or  four 
years  to  come,  and  that  it  must  deal  with  things  as  they  are 
and  not  as  it  might  hope  they  will  be  some  time  in  the  future. 

As  a  rule,  coal  mine  operators  are  supposed  to  be  opposed  to 
the  assigned  car  rule.  One  of  the  arguments  they  make  against 
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it  is  that  railroad  companies  use  it  to  beat  down  the  price  of 
fuel.  It  is  said  that  a  railroad  company  will  suggest  to  an 
operator  whose  organization  may  be  showing  signs  of  disintegra- 
tion, that  if  he  will  shade  his  prices  it  will  give  an  order  for 
the  output  of  a  specified  mine  for  a  coal  year  or  half  o£  a  coal 
year.  During  federal  control  the  assigned  car  rule  was  not  in 
operation  because,  for  a  large  part  of  the  time,  the  Fuel  Ad- 
ministration was  enforcing  zonal  regulations.  Besides,  when  a 
railroad  ran  short  of  fuel,  it  could  appeal  to  the  Fuel  Adminis- 
tration and  that  body  had  power  to  direct  any  mine  or  group 
of  mines  to  provide  the  fuel  and  do  it  promptly,  the  penalty 
for  failure  being  exclusion  from  the  commercial  market  until 
the  railroad  fuel  was  supplied. 

The  Commission's  assigned  car  rule,  it  has  been  stated  in 
argument  in  support  of  it,  accomplishes  the  same  result  through 
the  condemnation,  by  means  of  a  contract,  of  the  output  of  a 
particular  mine  to  shipment  to  a  given  railroad,  which  provides 
the  cars. 

The  assigned  car  rule,  however,  operates  also  to  require  the 
railroad  to  which  a  shipper  furnishes  cars  to  take  them  to  the 
mine  designated  and  bring  the  loads  to  the  points  indicated. 
That  is  the  general  rule  applied  to  private  cars.  They  are  facili- 
ties provided  by  shippers  and  the  courts  are  beginning  to  make 
it  clear  that  they  must  be  taken  to  the  point  of  loading  and- 
thence  to  the  point  of  unloading,  without  conversion  to  the  use 
of  anybody,  except  under  penalty  for  such  conversion.  Such 
private  cars,  for  years,  have  been  a  source  of  trouble  for  the 
Commission.  The  law,  however,  allows  a  shipper  to  furnish  a 
facility  of  transportation  and  common  carriers,  as  a  rule,  are 
glad  to  accept  the  cars  of  shippers  because,  the  record  in  the 
private  car  case  showed,  privately  owned  cars  cost  the  carrier 
less  than  cars  owned  by  them,  notwithstanding  the  fact  that  it 
must  make  a  mileage  allowance  to  the  owner,  if  the  owner  is 
the  shipper  of  the  lading.  A  private  car  in  which  there  is  not 
any  lading  belonging  to  the  owner  can  be  used  by  a  carrier  only 
in  accordance  with  terms  between  that  owner  and  the  carrier, 
in  which  the  law  against  rebating  cannot  be  a  factor  because 
there  is  not  the  relation  of  shipper  and  carrier  between  the 
owner  and  the  carrier.  The  owner  is  free  to  make  any  kind 
of  a  contract  he  can  exact  from  the  carrier. 

The  order  instituting  the  inquiry  is  as  follows: 

The  matter  of  the  distribution  of  cars  among  coal  mines 
being  under  consideration, 

It  is  ordered,  That  the  Commission  upon  its  own  motion  enter 
upon  an  investigation  into  and  concerning  the  reasonableness 
and  propriety  of  the  present  car  distribution  rules  in  so  far  as  they 
apply  to  privately  owned  coal  cars  and  cars  furnished  for  railroad 
fuel  coal,  with  a  view  to  prescribing  such  just  and  reasonable  rule 
or  regulation  as  may  appear  to  be  necessary. 

It  is  further  ordered,  That  copies  of  this  order  be  served  upon 
all  carriers  by  railroad  in  the  United  States  subject  to  the  Inter- 
state Commerce  Act,  and  that  notice  of  this  order  be  given  to  the 
general  public  by  depositing  a  copy  of  the  order  in  the  office  of 
the  Secretary  of  the  Commission  at  Washington,  D.  C. 

And  it  is  further  ordered,  That  this  proceeding  be  assigned 
for  hearing  at  such  time  and  places  as  the  Commission  may  here- 
after direct. 

The  Commission's  inquiry  into  the  subject  of  assigned  cars 
for  railroad  fuel  loading  will  bring  forward,  it  is  believed,  all 
those  operators,  who,  nearly  a  year  ago,  persuaded  President 
Harding,  then  a  Senator,  to  offer  a  resolution  calling  on  the 
Commission  to  show  on  what  authority  it  had  issued  its  as- 
signed car  rule.  The  rule  had  not  then  been  incorporated  into 
or  promulgated  as  part  of  any  service  order.  Service  orders 
were  not  issued  until  the  car  congestion  became  acute.  The 
operators  who  enlisted  Senator  Harding's  interest  have  been 
opposed  to  the  assigned  car  rule  for  a  long  time.  The  rule  has 
divided  coal  operators  into  hostile  camps,  although  a  majority 
of  the  operators  is  supposed  to  be  opposed  to  it. 


CANADIAN  PASSENGER  SURCHARGE 

The  Railway  Commission  of  Canada  on  March  5  issued 
General  Order  No.  331,  providing  for  the  addition  of  a  surcharge, 
based  on  the  rate  of  exchange,  to  the  through  fares  and  charges 
for: 

(a)  Passage  tickets. 

(b)  Sleeping  car  tickets. 

(c)  Parlor  car  tickets. 

(d)  Excess"   or  other   revenue   baggage   car  traffic   and   special 
baggage  cars. 

(e)  Collections  for  transfer  or  special  delivery  of  baggage  in 
United  States  cities. 

The  surcharge  is  based  practically  on  the  mileage  within 
United  States  territory,  the  various  gateways  to  the  United 
States,  or  junctions  with  United  States  railway  connections,  as 
grouped,  being  set  forth  in  detail. 

In  arriving  at  the  surcharge,  the  rate  of  exchange  quoted 
for  New  York  funds  by  the  Bank  of  Montreal  in  Montreal  at 
noon  on  the  last  day  of  each  month  will  govern  from  the  first 
to  the  fourteenth  inclusive  of  the  following  month;  similarly 
such  quotation  at  noon  on  the  fourteenth  will  govern  from  the 
fifteenth  to  the  last  day  inclusive  of  such  month;  should  the 
governing  date  fall  on  a  Sunday  or  Canadian  or  United  States 
legal  holiday  the  noon  quotation  of  the  preceding  day  will  gov- 
ern. In  determining  the  rate  of  exchange  and  surcharge  to  be 


applied,  fractions  less  than  one-half  will  be  disregarded,  and 
fractions  of  one-half  or  over  will  be  counted  as  one  per  cent. 

Telegraph  advices,  specifying  the  rate  of  exchange  on  which 
surcharge  is  to  be  based,  will  be  sent  railway  agents  and  such 
advice  is  required  to  be  posted  in  a  conspicuous  place  on  each 
Canadian  passenger  station,  with  further  notice  to  the  effect 
that  the  public  may  purchase  tickets  to  the  border  in  Canadian 
funds  if  they  so  desire. 

The  railway  companies  are  required  to  furnish  the  Commis- 
sion with  monthly  statements  showing  their  total  receipts  of 
passenger  traffic  from  each  surcharge  zone  with  the  surcharge 
received  thereon  with  particulars  as  to  the  divisions  accruing 
to  the  United  States  and  Canadian  carriers  in  both  directions. 

As  to  purchasing  tickets  to  the  border  in  Canadian  funds 
and  re-ticketing  from  the  frontier  to  destination;  in  a  number 
of  cases  this  would  be  impracticable,  particularly  when  passing 
the  boundary  at  night.  Both  tickets  and  baggage  would  require 
to  be  taken  care  of,  in  addition  to  which  the  United  States 
transportation  tax  of  8  per  cent  would  be  assessed  on  the  bal- 
ance of  the  journey,  which  is  now  avoided— the  passenger  pay- 
ing the  Canadian  war  tax  of  approximately  1  per  cent  on  the 
through  fare. 

Statistics  of  international  traffic  filed  by  the  railways  indi- 
cated an  average  division  of  67  per  cent  for  the  United  States 
lines  and  33  per  cent  for  the  Canadian  roads,  so  that,  owing  to 
the  fact  that  the  United  States  railroads  have  required  the 
Canadian  railways  to  settle  in  U.  S.  funds,  the  latter  have  been 
out  of  pocket  to  the  extent  of  the  exchange  on  the  United  States 
haul  of  67  per  cent,  while  they  have  been  recouped  to  the  ex- 
tent of  being  paid  in  U.  S.  funds  on  traffic  from  the  United 
States  to  Canada  in  which  they  have  an  average  interest  of 
33  per  cent,  leaving  an  exchange  problem  of  34  per  cent  of  the 
haul  to  be  dealt  with. 

The  passenger  traffic  situation  cannot  well  be  treated  the 
same  as  freight,  which  is  being  handled  on  an  average  basis, 
so  that  a  zone  system  was  devised,  based  on  distance  from  the 
border. 

The  Canadian  exchange  troubles  in  this  connection  have 
been  accentuated  by  the  natural  incentive  for  United  States 
citizens  at  border  points  to  cross  the  line,  change  their  money 
and  pay  for  their  tickets  to  United  States  points  in  Canadian 
funds,  thereby  securing  a  premium  on  their  money  and  save 
the  8  per  cent  U.  S.  transportation  tax.  As  an  example  of  this 
the  Michigan  Central  stated  that  for  the  month  of  December, 
1920,  as  compared  with  December,  1919,  the  sale  of  tickets  in 
its  Detroit  offices  decreased  $121,000  and  increased  in  the  Wind- 
sor offices  by  $111,000. 


RATES  SOUTH  OF  THE  OHIO 

The  Traffic  World  Washington  Bureau 

In  I.  and  S.  No.  1303,  rates  to,  from,  and  between  points 
south  of  the  Ohio  River,  including  the  Mississippi  Valley,  Chief 
Examiner  Quirk  has  made  the  following  announcement: 

"This  case  has  been  assigned  for  hearing  before  Examiner 
Gaddess  at  Hotel  Gayoso,  Memphis,  April  5.  In  response  to 
numerous  suggestions  and  for  the  purpose  of  facilitating  the 
hearing,  it  has  been  decided,  subject  to  such  changes  as  may 
become  necessary  during  the  progress  of  the  hearing,  to  allow 
respondents  four  days  to  introduce  testimony  in  justification  of 
the  tariffs  under  suspension  and  to  allow  protestant  to  introduce 
testimony  as  to  the  rates  on  particular  commodities,  as  follows: 

Grain  and  grain  products,  feed,  hay,  straw  and  seed.  April  9. 

Iron  and  steel  articles,  coke,  burlap,  bags  and  bagging,  furniture, 
April  11. 

Fresh  meats  and  packing  house  products,  agricultural  implements, 
April  12. 

Lumber  and  related  articles,  paper  and  paper  stock  and  stone. 
April  13. 

Petroleum  and  petroleum  products,  potatoes  and  other  vegetables, 
fertilizer  and  fertilizer  materials,  April  14. 

Cement,  asphalt,  plaster  and  plasterboard,  April  15. 

Empty  glass  containers,  matches,  soap  and  soap  powder,  April  16. 

"Evidence  as  to  the  rates  on  all  other  commodities  will 
be  taken  on  April  17  and  succeeding  days." 


PITTSBURG  AND  SHAWMUT   NOTES 

Authority  has  been  granted  to  the  Pittsburgh  &  ShawmUt 
Railroad  Company  to  assume  liability  as  endorser  of  certain 
promissory  notes  aggregating  $1,110,957.50,  and  to  pledge  the  notes, 
together  with  $1,000,000  of  its  first  mortgage  5  per  cent  bonds,  as 
security  for  a  collateral  note  of  $1,500,000.  The  applicant  exe- 
cuted under  date  of  February  27,  1920,  Its  collateral  note  of 
$1,500,000,  payable  to  Edward  F.  Searles  and  due  March  1,  1921. 
The  collateral  originally  put  up  by  the  company  for  the  note 
was  withdrawn  and  the  purpose  of  the  present  application  was 
to  obtain  permission  to  put  up  the  promissory  notes  and  bonds 
referred  to  above  as  substitute  collateral.  The  note  of  $1,500,000 
has  not  been  paid  but  will  be  carried  as  past  due  paper  pend- 
ing arrangements  for  final  settlement  of  the  indebtedness,  the 
Commission  said. 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  taw,  who  It  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  wilt  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  *  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  Investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Traffic  Barvtca  Corporation,  Colorado  Building,  Washington,  D.  C. 


Weighing 

Ohio. — Question:  September  24,  1920,  our  mill  at  Baldwlns- 
ville,  N.  Y.,  shipped  to  ourselves,  Columbus,  O.,  190  cases  toilet 
paper,  bill  of  lading  weight  24,700  pounds.  Bill  of  lading  is 
indorsed  "Shipper's  load  and  count,"  while  carrier's  expense  bill 
bears  notation  "S.  L.  C.,  weigh  at  Syracuse,  N.  Y.,  and  correct,  if 
necessary,"  which  doubtless  was  done,  inasmuch  as  they  col- 
lected freight  from  us  on  weight  of  25,100  pounds. 

We  filed  claim  with  delivering  carrier  for  freight  paid  on 
the  excess  400  pounds,  basing  our  claim  on  section  B,  rule  8,  of 
National  Code  of  Rules  Governing  the  Weighing  and  Reweigh- 
ing  of  Carload  Freight  as  contained  in  Big  Four  I.  C.  C.  No. 
6547.  We  quote  from  carrier's  letter  accompanying  return  of 
our  claim  papers  with  declination  of  claim: 

"You  can  only  apply  this  tariff  which  you  quote  when  the 
car  is  scaled  on  the  second  occasion  and  we  cannot  increase 
or  decrease  the  weight  unless  it  exceeds  a  tolerance  of  500 
pounds,  as  you  state,  but  we  can  increase  or  decrease  a  weight 
against  the  bill  of  lading  weight  shown  thereon  by  the  shipper 
in  which  the  carrier  is  not  involved  and  when  the  car  is  scaled 
by  the  carrier  we  can  insert  the  correct  weight." 

In  view  of  section  B,  rule  8,  referred  to  above,  we  cannot 
understand  carrier's  line  of  reasoning,  inasmuch  as  it  states 
plainly  that  if  the  difference  between  the  original  net  weight 
and  the  weight  obtained  by  reweighing  does  not  exceed  the 
tolerance  provided  in  this  rule,  the  first  weight  will  not  be 
changed.  We  understate  the  weight  of  24,700  pounds  as  indi- 
cated on  bill  of  lading  to  be  the  "original  net  weight,"  whether 
actual  weight  or  estimated  weight,  and  not  subject  to  change 
by  carrier  unless  weighing  by  carrier  shows  variation  in  weight 
exceeding  tolerance. 

Answer:  Unless  the  weight  of  24,700  pounds  shown  on  the  bill 
of  lading  is  one  arrived  at  under  a  weight  agreement,  in  accord- 
ance with  the  provisions  of  rule  10  of  the  weighing  rules,  or  is 
based  on  estimated  weights  under  proper  tariff  authority,  then 
that  weight  is  not  the  "original  net  weight"  within  the  meaning 
of  rule  8-B,  and,  therefore,  in  the  determination  of  the  proper 
weight  on  which  to  assess  freight  charges  on  the  shipment  in 
question  all  of  the  conditions  under  which  the  two  weights  were 
arrived  at  must  be  taken  into  consideration. 

Demurrage — Average  Agreement 

Michigan. — Question:  An  industry  located  on  the  main 
right-of-way  of  two  railroads,  same  being  a  double-track  and 
eastbound  service  of  both  carriers  operating  on  eastbound  rails 
and  westbound  service  of  both  carriers  operating  on  westbound 
rails,  is  served  by  a  so-called  joint  carrier,  receiving  but  one 
switch  per  day,  which  covers  the  service  of  both  roads,  this 
joint  carrier  operating  over  a  special  delivery  track  from  each 
of  the  two  carriers'  delivery  yard.  The  question  arises  whether 
an  industry  should  be  assessed  separate  demurrage  (average 
arrangement  in  effect),  from  each  of  the  individual  carriers,  with 
but  one  switching  service  rendered. 

The  main  contention  of  the  carriers  in  refusing  to  grant  one 
average  is  purely  a  legal  one,  and  arises  out  of  the  fact  that 
the  so-called  joint  operation,  which  has  a  superintendent,  gen- 
eral yardmaster  and  full  crew,  is  not  incorporated  and  were  they 
(o  render  but  one  average,  and  an  industry  failed  to  pay,  they 
would  be  unable  to  collect  through  the  courts. 

Answer:  We  are  of  the  opinion  that,  unless  the  so-called 
joint  carrier  referred  to  by  you  is  a  common  carrier  and  not 
merely  an  agency  employed  by  the  two  trunk  lines  for  the  de- 
livery of  cars  to  your  plant,  you  are  not  entitled  to  the  benefits 
of  one  average  agreement.  This  for  the  reason  that,  if  the  joint 
carrier  is  but  an  agency  of  the  trunk  lines,  you  are  in  reality 
dealing  with  the  trunk  lines  separately  in  the  acceptance  from 
and  delivery  of  freight  to  those  lines,  and  the  service  performed 
to  and  from  your  plant  is,  as  a  matter  of  fact,  the  separate  serv- 
ices of  the  two  trunk  lines. 

Demurrage — Free   Time    on    Cars    Used    in    Intraplant 
Transportation 

Illinois.— Question:  We  are  located  on  a  line  which  per- 
forms switching  service  entirely,  and  have  about  10  cars  of 
tlit-ir  own.  Occasionally  we  require  gondola  cars  for  loading 


from  one  point  to  another  on  our  plant.  The  Hwltch  lino,  of 
course,  get*  freight  charges  for  switching  service  performed  by 
their  engine;  they  are  refusing,  however,  to  furnish  us  cam 
for  Intraplant  movement,  because  we  have  Insisted  on  sett 
ment  of  demurrage  bills  on  basis  of  actual  free  time  allowed  for 
loading  and  unloading.  They  are  Insisting  that  we  handle  In 
accordance  with  section  H,  rule  6,  of  Uniform  Demurrage  Rules. 
We  find  the  situation  being  taken  care  of,  as  we  requested,  at 
other  points  similarly  situated.  Will  you  give  us  your  opinion 
as  to  whether  carrier  can  be  forced  to  furnish  cars  under  these 
conditions,  citing  us  to  any  ruling  of  the  Commission  bearing 
on  the  case? 

Answer:  Evidently  the  movement  In  question  is  an  intra- 
state  movement  and  therefore  the  Interstate  Commerce  Com- 
mission would  have  no  Jurisdiction  thereof.  We  are  of  the  opin- 
ion, however,  that  section  B,  rule  6,  of  the  Uniform  Demurrage 
Rules  has  no  application  to  such  a  movement,  for  the  reason 
that  cars  which  are  moved  between  two  points  within  an  indus- 
trial plant  by  an  engine  of  a  carrier  are  in  transportation  serv- 
ice and  therefore  a  switching  charge  made  for  this  service  con- 
templates the  allowance  of  48  hours'  free  time  for  loading  and 
48  hours'  free  time  for  unloading.  The  rule  referred  to  by  the 
carrier  has  reference  to  cars  placed  by  the  carrier  but  which 
are  not  transported  by  the  carrier  under  either  a  line-haul  or 
switching  rate  after  placement. 

Storage   in   Transitu 

Illinois.— Question:  In  the  issue  of  January  15,  1921,  we 
note  that  one  of  the  subscribers  has  brought  up  the  question 
of  the  right  to  stop  a  shipment  In  transit  and  cite  a  case  where 
the  carrier  failed  to  hold  the  shipment  and  then  refused  or 
neglected  to  pay  for  the  loss  sustained  by  the  shipper.  In  the 
answer  you  refer  to  "No.  4  Ruling  Case  Law,  page  488,"  and 
further  say  that,  "Inasmuch  as  no  particular  form  of  notice  and 
demand  is  required,  you  were  of  the  opinion  that  in  this  instance 
the  notice  given  was  sufficient  to  hold  the  carrier  liable  for  the 
loss."  We  have  a  case  somewhat  similar— shipment  made  early 
in  August  to  one  of  Alabama  customers,  whom  later  we  dis- 
covered was  not  entitled  to  credit.  The  agent  of  the  Illinois 
Central  Railroad  wired  the  agent  at  destination  to  withhold 
shipment  and  return  it  to  us  at  Chicago,  but  the  telegram  was 
addressed  to  the  wrong  agent,  there  being  two  railroads  repre- 
sented in  the  city.  Shipment  was  then  delivered  and  after  many 
months'  delay  we  were  told  by  the  Illinois  Central  Railway  that 
in  our  letter  to  the  local  freight  agent  instructing  them  to  return 
the  shipment,  we  should  have  told  the  railroad  that  the  consignee 
was  bankrupt  or  about  to  become  bankrupt.  Because  of  our 
supposed  neglect  the  claim  is  in  part  declined. 

Our  instructions  were  simply  confirming  the  telephone  con- 
versation, inclosing  the  original  bill  of  lading  and  ordering  the 
return  of  the  shipment  to  us  at  Chicago,  all  charges  following. 
What  is  your  opinion  in  a  case  of  this  kind?  Is  the  Illinois 
Central  Railway  liable  for  the  full  amount  or  are  they  justified 
in  expecting  us  to  sustain  part  of  the  loss? 

Answer:  Section  758,  Volume  2,  of  Hutchinson  on  Carriers, 
relating  to  stoppage  in  transitu,  provides  in  part:  "No  particu- 
lar form  or  mode  has  been  held  necessary  in  the  exercise  of 
this  right,  and  it  has  even  been  said  that  the  vendor  was  so 
much  favored  in  exercising  it  as  to  be  justified  in  getting  his 
goods  back,  by  any  means  not  criminal,  before  they  reached  the 
possession  of  an  insolvent  vendee.  All  that  is  required  is  some 
act  or  declaration  of  the  vendor,  or  his  agent,  countermanding 
the  delivery,  and  the  usual  mode  is  by  a  simple  notice  to  the 
carrier,  stating  the  vendor's  claim,  forbidding  the  delivery  to 
the  vendee,  or  requiring  that  the  goods  shall  be  held  subject  to 
the  vendor's  orders." 

In  the  instant  case,  inasmuch  as  the  carrier  acted  upon  your 
telephone  request  for  the  stopping  of  the  car  in  transit,  and 
the  delivery  of  the  shipment  to  the  original  consignee  was  made 
through  the  error  of  the  agent  of  the  carrier  with  whom  your 
instructions  for  the  stopping  of  the  car  were  placed,  we  are  of 
the  opinion  that  the  carrier  Is  liable  for  the  value  of  the  ship- 
ment, notwithstanding  the  fact  that  your  letter  confirming  the 
telephone  conversation  failed  to  mention  the  fact  that  the  con- 
signee was  or  was  about  to  become  insolvent. 

Damages — Time  Within  Which  to  File  Suit 

Pennsylvania. — Question:  Kindly  advise  whether  or  not  tht> 
term  of  government  control  of  the  railroads  and  express  com- 
panies enters  into  the  matter  of  suit  being  entered  In  two  years 
and  one  day,  that  is,  whether  this  time  can  be  taken  in  addition 
to  two  years  and  one  day. 

Answer:  Under  section  206-A  of  the  transportation  act  1920 
a  cause  of  action  arising  out  of  the  possession,  use  or  operation 
by  the  President,  of  the  railroad  or  system  of  transportation  of 
any  carrier  under  the  provisions  of  the  federal  control  act  or 
of  the  act  of  August  29,  1916,  may,  within  the  periods  of  limita- 
tion now  prescribed  by  state  or  federal  statutes,  but  not  later 
than  two  years  from  the  date  of  the  passage  of  the  transporta- 
tion act,  be  brought  in  any  court  which  but  for  federal  control 
would  have  had  jurisdiction  of  the  cause  of  action  had  it  arisen 
against  such  carrier.  Under  this  provision  you  have  until 
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March  1,  1922,  in  which  to  bring  a  suit  for  loss,  damage  or  delay 
to  an  interstate  shipment,  unless  your  action  is  barred  by  a  state 
statute. 

Liability  of  Carrier  for  Loss  or  Damage  to  Shipment 

Pennsylvania. — Question:  In  the  issue  of  The  Traffic  World 
for  March  12,  under  Questions  and  Answers,  on  page  564,  you 
say  to  "Illinois"  in  re  claim  against  an  express  company  for 
less  than  five  per  cent  of  the  value  of  a  shipment  of  eggs  account 
damage,  that  you  know  of  no  decision  which  covers  the  point, 
but  if  the  carrier  is  liable  for  damages  it  is  liable  for  any  and 
all  damages  proven,  regardless  of  the  amount  involved. 

For  your  information  I  beg  to  say  Official  Express  Classifi- 
cation No.  27,  I.  C.  C.  1500,  on  page  33,  provides,  "In  connection 
with  shipments  of  eggs,  except  storage  packed  and  rehandled 
and  repacked  eggs,  if  not  more  than  5  per  cent  are  damaged 
no  claim  will  be  allowed.  Where  the  damage  exceeds  5  per 
cent  claims  shall  be  allowed  for  all  damage  if  investigation  de- 
velops carrier's  liability.  The  case  shall  be  used  as  the  unit,  pro- 
vided the  information  is  furnished  by  the  claimant  in  each  case." 

From  this  you  will  note  that  the  express  company  is  justi- 
fied in  declining  a  claim  for  less  than  5  per  cent  of  the  value 
of  the  eggs  contained  in  one  or  more  cases  in  any  shipment 
except  storage  packed  and  rehandled  and  repacked  eggs,  account 
which  there  is  no  minimum  for  the  filing  of  claims.  In  view 
of  this  it  would  seem  your  Illinois  subscriber  is  entitled  to  an 
amended  answer  to  his  inquiry. 

Answer:  It  is  true  that  both  the  Express  Classification  and 
Consolidated  Classification  No.  2  provide  that,  if  not  more  than 
5  per  cent  of  a  shipment  of  eggs,  except  storage  packed  and  re- 
handled  and  repacked  eggs  are  damaged,  no  claim  will  be  al- 
lowed, and  that  this  provision  has  been  held  not  to  be  unrea- 
sonable or  unlawful  by  the  Interstate  Commerce  Commission  in 
Docket  10012,  National  Poultry,  Butter  and  Egg  Association  et 
al.  vs.  N.  Y.  C.  R.  Co.  et  al.,  52  I.  C.  C.  47.  However,  we  doubt 
very  much  if,  in  the  event  a  shipper  could  show  that  at  the  time 
the  shipment  was  delivered  to  the  carrier  it  was  in  good  con- 
dition, that  the  shipper  would  be  bound  by  this  provision,  for 
the  reason  that  there  is  no  consideration  on  the  part  of  the 
carrier  in  the  way  of  a  reduced  rate  for  this  release  of  liability 
on  the  part  of  the  shipper,  although,  as  a  matter  of  fact,  the 
rule  is  no  doubt  fair  to  both  carriers  and  shippers  and  operates 
to  prevent  disputes  over  small  amounts. 

Reconsignment — Receipt  of  Notice   by  Carrier   Must   Be   Proved 

by  Shipper 

Wisconsin. — Question:  From  September  21  to  September  24 
we  made  seven  shipments,  all  C.  O.  D.  to  the  same  consignee. 
October  5  the  express  agent  at  destination  notified  us  that  ship- 
ments were  refused.  October  6  we  wrote  the  claim  agent  of 
the  express  company,  our  city,  instructing  him  to  reconsign  these 
seven  shipments  with  the  same  C.  O.  D.  charges.  We  failed, 
however,  to  send  copy  of  our  instructions  to  the  express  agent 
at  destination  or  to  follow  up  with  the  claim  department. 

November  1,  or  thirty  days  after  notifying  us,  these  seven 
shipments  were  returned  to  our  factory.  We  paid  the  express 
charges  and  filed  claim  for  the  charges  covering  the  return  move- 
ment. Claim  refused,  account  our  letter  reconsigning  shipments 
not  received  by  the  express  company,  they  claiming  that  they 
cannot  be  held  responsible  for  failure  of  the  Post  Office  Depart- 
ment to  deliver  letters.  Kindly  advise  if,  in  your  opinion,  carrier 
is  justified  in  the  stand  they  take. 

Answer:  In  accordance  with  the  decisions  of  the  Interstate 
Commerce  Commission,  in  the  absence  of  proof  that  the  carrier 
received  instructions  to  reconsign  a  shipment,  it  cannot  be  held 
responsible  for  failure  to  reconsign  the  shipment.  See  N.  H. 
Webster  vs.  N.  O.  &  N.  E.,  45  I.  C.  C.  566,  and  Standard  Lumber 
Co.  vs.  A.  &  W.  P.  R.  Co.,  37  I.  C.  C.  716. 

Claims— Time  Within  Which  to  File 

Ohio. — Question:  Under  date  of  June  3,  1918,  we  shipped 
a  carload  of  steel  scrap  turnings  for  one  of  our  scrap  dealers, 
consigned  to  South  Side,  Pittsburgh,  Pa.,  via  B.  &  O.,  c|o  Monon- 
gahela  R.  R.  Upon  its  arrival  consignee  refused  car  and  same 
was  then  reconsigned  to  Brackenridge,  Pa.,  delivered  to  consignee 
by  the  Pennsylvania  Railroad.  After  weighing  the  car  consignee 
reported  the  following  weight:  G-98,640  pounds,  T-36,740  pounds, 
N-61,900  pounds,  whereas  the  Pennsylvania  Railroad  shows  on 
their  paid  freight  bill  the  following  weight:  G-127,400  pounds, 
T-36,200  pounds,  N-91,200  pounds,  showing  a  difference  of  29,300 
pounds.  The  scrap  dealer  immediately  notified  us,  requesting 
necessary  documents  in  support  of  their  claim,  which  they  filed 
with  the  B.  &  O.  R.  R.;  that  was  under  date  of  November  1, 
1918,  amounting  to  $291.03.  After  considerable  discussion  be- 
tween the  scrap  dealer  and  the  carrier,  under  the  date  of  No- 
vember 16,  1920,  the  B.  &  O.  declined  the  claim.  The  B.  &  O. 
cannot  show  where  they  weighed  car  while  on  their  rails. 

The  scrap  dealer  then  brought  the  claim  to  the  writer  and 
asked  whether  or  not  he  could  be  assisted.  After  looking  over 
the  claim  papers  I  find  a  paid  freight  bill  from  the  Pennsylvania 
Railroad,  at  Brackenridge,  covering  weight  and  charges  paid; 
therefore,  I  believe  that  claim  should  have  been  filed  against  the 
Pennsylvania.  Am  I  right  or  not?  As  the  claim  is  now  twp 


years  old,  and  as  circumstances  stand,  could  this  claim  be  en- 
tered against  the  Pennsylvania? 

Answer:  If  the  question  involved  in  the  claim  is  the  mat- 
ter of  the  proper  freight  charges  to  be  applied  by  reason  of  the 
difference  in  weight  claimed  by  the  shipper  and  that  claimed 
by  the  carrier,  the  claim  cannot  be  filed  with  the  Interstate 
Commerce  Commission,  as  under  the  provisions  of  section  206-C 
of  the  transportation  act  1920  such  claims  should  have  been 
filed  with  the  Commission  on  or  before  February  28,  1921. 
Furthermore,  considered  as  a  straight  overcharge,  under  the 
ruling  of  the  legal  department  of  the  Railroad  Administration, 
it  is  barred  by  reason  of  not  having  been  filed  with  the  Com- 
mission prior  to  the  above  mentioned  date. 
Weighing  of  Freight 

New  Jersey. — Question:  I  am  connected  with  a  lumber  con- 
cern handling  considerable  hardwood  lumber  and  a  great  ma- 
jority of  our  lumber  is  bought  from  various  firms  located  through- 
out the  United  States  and  Canada  and  lumber  is  shipped  direct 
from  mill  to  customer. 

We  have  presented  railroads  with  claims  for  overcharge  in 
weight.  At  the  time  lumber  is  shipped  we  are  informed  that 
same  is  dry  and  in  each  case  we  instruct  the  delivering  carrier's 
agent  to  reweigh  the  shipment  in  case  same  weighs  over  the 
amount  we  figure  it  should  weigh.  For  instance,  if  invoice  calls 
for  15,000  feet  of  oak  lumber,  we  figure  on  the  estimated  weights 
of  lumber  per  1,000  feet  as  per  rules  of  National  Hardwood 
Lumber  Association,  and  on  oak  lumber  it  is  estimated  that 
when  same  is  dried  it  will  not  weigh  over  4,000  pounds  to  the 
thousand  feet  board  measure,  and,  when  green,  will  weigh  ap- 
proximately 5,500  pounds  to  the  thousand  feet.  We  are  invari- 
ably presented  with  the  freight  bill  by  the  delivering  carrier 
showing  that  the  lumber  has  been  weighed  in  transit,  and  their 
figures  show  same  to  weigh  from  ten  to  thirteen  thousand  pounds 
in  excess  of  the  estimated  weight  given  to  them  by  us.  They 
ignore  our  notice  entirely  when  we  instruct  them  that  if  car 
weighs  over  the  amount  we  give  them  same  should  be  reweighed. 
We  have  filed  our  claims  with  the  railroads  and  in  most  every 
instance  get  this  reply:  "After  an  investigation  by  the  Southern 
Weighing  and  Inspection  Bureau,  it  has  been  recommended  that 
the  charges  be  maintained  on  the  basis  of  the  net  weights  ob- 
tained and  which  you  will  find  on  the  attached  freight  bill. 
Our  only  recourse,  under  the  circumstances,  is  to  respectfully 
decline  claims."  It  hardly  seems  just  to  us  for  the  railroads 
to  decline  claims  on  this  ground  in  view  of  our  instructions  to 
them  to  reweigh  car  upon  arrival  if  the  car  weighs  more  than 
our  estimated  weights. 

Answer:  In  Docket  4631,  In  re  Weighing  of  Freight  by 
Carriers,  28  I.  C.  C.  7,  the  Commission  made  an  investigation 
of  the  practices  of  the  carriers  with  respect  to  the  weighing  of 
freight,  and  on  pages  26  and  27  the  Commission  discusses  the 
weighing  of  lumber.  It  seems  to  be  clearly  established  from 
this  case  and  later  cases,  such  as  American  Brake  Shoe  and 
Foundry  Co.  vs.  B.  Ry.  of  C.,  28  I.  C.  C.  350,  and  Detroit  Coal 
Exchange  vs.  M.  C.  R.  Co.,  38  I.  C.  C.  79,  that  it  is  the  right  of 
the  shipper  to  demand  reweighing  of  freight,  if  he  desires  it. 
On  page  353  of  the  American  Brake  Shoe  case,  referred  to  above, 
the  Commission  says:  "The  complainant  is  entitled  to  insist 
upon  the  assessment  of  its  freight  charges  on  correct  weights." 
The  Commission  expressed  the  opinion  in  the  Weighing  Inves- 
tigation, 28  I.  C.  C.  7,  that  it  should  be  the  right  of  a  shipper 
to  demand  the  reweighing  of  his  car  and  that  if,  upon  such  re- 
weighing,  it  appeared  that  the  weight  as  ascertained  by  the 
carrier  was  so  far  erroneous  that  it  ought,  within  the  fairer 
measure  of  tolerance,  to  be  corrected,  no  charge  should  be  made 
by  the  railroad  for  the  reweighing. 

Damages — Carriers  Against  Whom  Suit  for  May  Be  Filed 

Michigan. — Question:  Will  you  kindly  advise  us  what  car- 
riers can  be  sued  in  connection  with  loss  and  damage  claims? 
We  refer  particularly  to  shipments  moving  over  several  roads. 
Can  we  always  sue  the  carrier  issuing  exchange  bills  of  lading 
at  points  where  cars  are  reconsigned?  Can  destination  carriers 
ever  be  sued?  Kindly  go  into  this  matter  thoroughly,  making 
full  explanation  and  advise  what  it  is  that  governs  these  mat- 
ters. 

Answer:  While  under  the  Cummins  amendment,  namely, 
section  20  of  the  interstate  commerce  act,  suit  may  be  brought 
against  the  initial  carrier  for  loss  or  damage  occurring  on  the 
lines  of  its  connections  as  well  as  on  its  own  line  and  the  ship- 
per is  not  compelled  to  determine  on  what  line  the  loss  or  dam- 
age occurred,  suit  may  be  brought  against  any  line  which  par- 
ticipates in  the  movement  of  the  shipment.  If,  however,  any 
other  line  than  the  initial  carrier  is  sued,  the  shipper  must 
prove  that  the  loss  or  damage  occurred  on  that  line,  and  if  he 
fails  to  prove  this  fact  no  recovery  can  be  had.  However,  if 
the  shipper  shows  that  the  goods  were  delivered  in  good  con- 
dition to  the  initial  carrier,  the  law  will  presume  that  they  were 
delivered  by  that  carrier  to  its  connections  in  the  same  condi- 
tion, the  burden  then  retsing  upon  the  connecting  line  to  rebut 
the  presumption  and  show  that  the  loss  or  damage  did  not  occur 
on  its  line. 

Inasmuch  as  a  shipment  which  is  reconsigned  is  in  fact  a 
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POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
•  nd  THE  TRAFFIC  WORLD  Is  the  logical  medium  for  getting  th« 
men  and  the  position!  In  touch  with  each  other.  The  rat*«  for 
•teMlfled  advertisements  ars  aa  follows:  First  Insertion.  $1.90  p«i 
line:  minimum  charge.  $3.00:  succeeding  Insertions,  per  line.  BOo:  It 
words  to  the  line;  numbers  and  abbreviations  counted  as  word*: 
I  point  type:  payable  In  advance.  Answers  to  keyed  advertisement* 
forwarded  frfe  and  all  correspondence  held  In  strict  confidence.  Th« 
TRAFFIC  WORLD.  418  South  Market  Street.  Chicago.  111. 

POSITION  WANTED  —  TriiHlc  Man,  nine  years'  trnfflc  experience 
in  rati'  ami  cl.iim  departments  of  railroads  and  Interstate  Commerce 
Commission.  Thoroughly  conversant  with  tariffs,  rate  adjustments, 
('iMimiNsion  rulings  .in.l  procedure.  Attorney  at  law,  young.  Seek 
position  .IK  Industrial  Traffic  Manager  or  Commerce  Attorney.  Ad- 
divss  "J.  R.  T.."  care  Tinilir  World.  Chicago. 


POSITION     WANTED—  As    CiviRht    or    passenger    solicitor,    eight 

rs'   railroad  experience   in  large  freight  office.     TCnergetlc,  capable; 

Central  States  preferred.     Address  L.  L/.  I.  S47.  Traffic  World.  Chicago. 

POSITION  WANTED—  Traffic  Manager,  eleven  years'  railroad. 
three  years'  industrial  experience.  Complete  knowledge  of  claims, 
rates,  demurrage,  tariffs  and  general  traffic  work.  Diploma  Inter- 
national Correspondence  Schools.  Scranton.  Married.  Age  35;  excel- 
lent credentials.  Address  "Tires."  Traffic  World,  Chicago. 

POSITION  WANTED—  Trnfflc  Manager,  with  fifteen  years'  rail- 
road, industrial.  Board  of  Trade  and  Association  of  Commerce  traffic 
i  xpi'Hence,  desires  change.  Reference,  present  employers  and  big 
traffic  men  of  country.  If  Interested  in  securing  services  of  man  to 
handle  rate  problems  and  cases  before  the  Commissions  address  R.  O. 
W..  Traffic  World.  Chicago. 

WANTED  —  Traffic  Manager  and  auditor  for  short  line  railroad  In 
Louisiana  who  Is  able  to  handle  all  the  business  and  accounting 
features  but  not  necessarily  experienced  In  operations  of  trains  or 
keeping  up  the  road.  Please  state  age,  give  complete  list  of  former 
employers  and  length  of  service  and  position  with  each  and  salary 
wanted.  Address  "Auditor,"  care  Traffic  World.  Chicago. 

WANTED  —  Traffic  Manager,  between  ages  of  25  and  40  years,  for 
manufacturing  company.  Give  full  particulars,  such  as  experience, 
ri  tVrences  and  salary  wanted.  Address  Lock  Box  607,  Uhrlchsville, 
Ohio.  _  _ 

POSITION  WANTED  —  Traffic  Man,  eight  years'  railroad  ex- 
perience in  tariffs,  classification,  rates,  tracing,  soliciting,  handling 
general  correspondence,  etc.,  would  like  to  locate  with  industrial  con- 
cern. Address  B.  H.  M..  care  Traffic  World.  Chicago. 

POSITION  WANTED  —  Experienced  Traffic  Man  wishes  to  make 
a  change.  New  England  preferred.  Address  A.  Y.  L.  339,  Traffic 
World.  Chicago.  _  ^  _ 

POSITION  WANTED  —  Traffic  executive  holding  Important  rail- 
way position  qualified  as  examiner  Interstate  Commerce  Commission 
seeks  wider  field.  Address  R.  E.  E.  301,  care  Traffic  World,  Chi- 

cogo.   Til. 

POSITION  WANTED  —  Traffic  Manager,  thoroughly  equipped,  con- 
scientious, well  versed  all  phases  of  traffic  work,  technically  trained. 
Address  O.  I..  R.  345.  Traffic  World.  ChiCPgO.  _ 

POSITION  WANTED  —  By  man  who  has  had  20  years'  railroad 
experience.  2  years  as  superintendent,  3  years  as  auditor.  2  years  as 
traffic  manager.  Would  like  to  line  up  with  some  short  line  railroad 
or  industrial  plant.  Executive  ability  Al:  can  handle  men;  references 

Pr°t  pl-»ni.      AHHro°s  "M.    F.   V.."  Trpffir  World.   Chicago.    111.  _ 

FOR  SALE  —  A  No.  9  Cook  Tariff  File,  three  hundred  capacity, 
Koldi-n  oak  finish,  Al  condition.  Will  sell  very  reasonable  account  too 
small  for  owner's  use.  Address  T.  I.  F.  341.  Traffic  World.  Chicago. 
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HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT    IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whitefield  Sammll 


Phon.  Main  2210 


417  SOUTHERN  BUILDING 


EXPRESS  FREIGHT  and 

De  Luxe  Passenger  Service 

S.  S.  HAWKEYE  STATE 

Sailing  from  BALTIMORE,  MD. 
April  30th,  1921 

DIRECT  SERVICE  TO 
Port  of  Los  Angeles,  San  Francisco  and  Hawaiian  Islands 


Rates  «nd  Space  on  Application 

MATSON  NAVIGATION  COMPANY 


BALTIMORE,  MD. 
26  South  Gay  St. 


Managing  Agenti:  United  State*  Shipping  Board 

SAN  FRANCISCO  HONOLULU 

120  Marlut  St.  Ca.tl.  &  Cook.,  Ltd. 


WOOD  BOXES 

Are  the  Safest  Containers 

We  Manufacture  Only 

Quality  Containers  for 

Domestic   and    Export 

Shipments 

Box  Shocks — 1-Ones — Any  Size  or  Style 

DAVID  M.  LEA  &  CO.,  Inc. 

RICHMOND,  VA. 


^CONTINENTAL^/ 
COMMERCIAL 

BANKS 


CHICAGO 


La  Salle,  Adams,  Quincy  and 
Wells  Streets 

Invested  Capital  More  Than  Fifty-five  Millions 


'"PHE  Traffic  Department 
A  of  these  Banks  is  espe- 
cially equipped  to  assist  manufacturers, 
merchants  and  shippers  in  preparing 
documents,  routing  shipments,  and 
in  other  problems  incident  to  foreign 
and  domestic  commerce. 

You  are  minted  to  make  full  use 
of  our  Traffic  Department 


W.  A.  DUNNETT 


Traffic  Advisor 
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through  consignment,  the  above  will  apply  to  a  carrier  issuing 
an  exchange  bill  of  lading  at  the  point  where  the  car  is  re- 
consigned. 

Damages— Expense    Incurred   by    Reason   of  Carrier's   Failure  to 
Deliver    Goods    After    Sending    of   Arrival    .Notice 

New  York.— Question:  During  April,  1920,  a  carload  of 
freight  was  consigned  to  New  York.  While  in  transit,  the 
switchmen's  strike  broke  out.  The  carrier  sent  an  arrival  notic 
to  our  truckman  on  the  26th  from  Kearney,  N.  J.  This  notice 
did  not  arrive  until  the  30th,  on  which  day  the  truckman  went 
to  New  Jersey  for  the  shipment  and  was  told  that  it  had  already 
gone  on  to  New  York.  The  truckman  billed  us  for  the  expense 
of  this  unnecessary  trip  and  we  filed  claim  with  the  carrier. 
This  claim  they  declined  on  the  grounds  that  the  cause  was 
"labor  troubles"  for  which  they  are  not  responsible.  I  am 
unable  to  see  this  viewpoint,  inasmuch  as  the  carrier  has  no 
right  to  send  out  an  arrival  notice  requesting  that  the  con- 
signee call  for  the  goods  at  any  other  point  except  the  destina- 
tion as  shown  on  the  bill  of  lading.  According  to  Conference 
Ruling  No.  509,  a  carrier  would  be  liable  for  the  difference  in 
drayage  charges  between  Kearney,  N.  J.,  and  37th  Street,  New 
York,  if  the  shipment  had  been  obtained  at  Kearney.  At  any 
rate,  we  are  unable  to  see  why  the  carrier  should  not  hold 
the  shipment  until  it  is  unloaded  after  they  have  sent  out  an 
arrival  notice. 

As  the  circumstances  in  this  case  are  somewhat  unusual, 
would  like  your  opinion  in  this  matter  and  whatever  precedents 
you  may  have  record  of. 

Answer:  While  we  are  not  aware  of  any  decision  covering 
a  similar  state  of  facts,  it  is  our  opinion  that  recovery  could  be 
had  against  the  carrier  for  the  expense  of  the  trip  which  the 
truckman  made  by  reason  of  the  arrival  notice  sent  by  the 
carrier. 

Weights — Carrier  Not   Required  to  Protect  Invoice  or  Estimated 
Weights   Except  Under  Tariff  Authority 

Pennsylvania. — Question:  In  the  past  we  have  been  settling 
all  freight  charges  at  the  produce  yards  at  A  on  certified  weights 
as  per  shipper's  invoice,  that  is,  in  making  settlement  of  freight 
charges  where  weight  on  railroad  billing  is  in  excess  of  the 
shipper's  invoice  weight,  we  have  been  furnishing  the  carriers 
with  certified  copy  of  the  shipper's  invoice.  However,  recently 
they  have  refused  to  accept  the  certified  shipper's  invoice  as 
the  authentic  weight,  claiming  that  the  originating  carriers  have 
in  several  instances  insisted  upon  payment  of  freight  charges  as 
per  railroad  scale  weight  of  shipments  weighed  in  transit. 

In  most  of  these  particular  cases  the  commodity  happens 
to  be  potatoes  loaded  into  even-weight  150-pound  bags,  and  it 
is  an  absolute  fact  that  the  excess  weight  of  the  carriers  is  in- 
correct. Can  you  furnish  us  with  any  specific  tariff  authority 
regarding  the  acceptance  of  shipper's  certified  invoice  weight 
in  settlement  of  freight  charges  where  the  carriers  show  excess 
weight? 

Answer:  Unless  the  shipper  has  entered  into  a  weight 
agreement  contract  with  the  carrier  for  the  acceptance  of  the 
shipper's  weights  under  proper  supervision  or  the  tariffs  of  the 
carriers  handling  the  shipments  in  question,  which  depends  upon 
the  origin  of  the  shipments,  provide  for  estimated  weights  on 
potatoes,  the  carriers  may  properly  refuse  to  settle  freight 
charges  based  on  such  weights. 

Demurrage — Measure   of 

Wisconsin. — Question:  A  bought  a  carload  of  a  certain  com- 
modity, paying  B  for  same.  A  sells  the  commodity  f.  o.  b.  ship- 
ping point  to  C  at  a  higher  price.  Bill  of  lading  is  made  from 
B  to  C.  Car  is  wrecked  and  C  claims  amount  he  paid  A.  Is 
this  correct  or  should  claim  be  based  on  price  A  paid  B,  with 
which  amount,  of  course,  C  has  nothing  to  do? 

Answer:  Under  the  law  the  measure  of  damages  for  loss 
of  a  shipment  is  the  market  value  of  the  shipment  at  destination 
at  the  time  the  shipment  should  have  arrived.  In  the  event  of 
there  being  no  market  value,  the  actual  or  intrinsic  value  of 
the  shipment  may  be  recovered,  the  invoice  value,  if  freight 
charges  are  included,  being  evidence  of  this  value  at  destination. 
The  invoice  price  of  A  to  C  is  the  proper  one  if  the  invoice 
price  is  used  in  arriving  at  the  value  of  the  shipment. 

Tax  on  Storage  and  Demurrage 

Illinois. — Question:  There  has  been  much  comment  in  The 
Traffic  World  as  to  the  war  tax  assessable  on  demurrage  and 
storage.  As  we  understand  the  situation,  war  tax  is  assessable 
on  transportation  charges.  However,  when  a  car  is  delivered 
to  consignee  on  consignee's  private  siding  for  unloading,  the 
moment  that  this  car  is  placed  on  such  siding,  it  is  our  belief 
that  the  transportation  charges  are  at  an  end. 

The  writer  is  well  aware  of  the  fact  that  Treasury  Decision 
3022  holds  that  demurrage  is  not  a  part  of  transportation  and 
is  not  subject  to  war  tax,  which  was  revoked  by  Treasury  De- 
cision 3096,  which  left  articles  2  and  51  of  Regulations  49  to 
read  as  they  did  prior  to  Treasury  Decision  No.  3022.  Storage 
charges  are  also  subject  to  war  tax  to  a  certain  extent. 

It  is  the  writer's  understanding  that  when  an  L.  C.  L.  ship- 


ment is  received  at  freight  warehouse,  and  after  a  notice  to 
consignee  of  arrival  has  been  given,  that  at  that  date,  storage 
as  a  part  of  transportation  has  stopped  and  from  that  time  until 
delivery  storage  is  a  separate  item.  What  we  desire  to  know 
is  what  the  prescribed  time  is,  and  if  storage  charges  on  local 
shipments  are  exempt  from  war  tax,  also  whether  you  know 
of  any  ruling  regarding  demurrage  on  carloads,  as  mentioned 
above? 

Answer:  As  regards  demurrage,  under  the  provisions  of 
Treasury  Decision  3096,  which  revokes  Treasury  Decision  3022, 
the  transportation  tax  must  be  paid,  and  this  applies  to  cars 
delivered  on  a  consignee's  private  track  for  unloading,  for,  until 
such  car  is  unloaded,  demurrage  accrues  thereon. 

With  respect  to  storage  charges,  inasmuch  as  the  last  sen- 
tence of  article  51  provides  that  where  the  consignee  has  been 
notified  of  the  arrival  of  the  shipment  at  destination  and  fails 
to  remove  it  within  a  reasonable  time  after  such  notification,  the 
transportation  is  considered  as  having  ended  after  such  reason- 
able time  and  charges  for  storage  thereafter  are  not  subject  to 
tax,  we  are  of  the  opinion  that  the  tax  should  not  be  paid  on 
a  shipment  after  notice  to  consignee  of  arrival  has  been  given, 
for  the  reason  that  until  notice  of  arrival  has  been  given  and 
free  time  has  expired,  storage  at  destination  does  not  accrue,  and 
it  seems  to  be  clear  that  under  this  last  paragraph  of  article  51 
such  storage  is  not  subject  to  the  tax. 


RATES  ON  PAPER  TO  SOUTHWEST 

William  N.  Webb,  vice-president  of  the  Minnesota  &  Ontario 
Paper  Company,  completed  his  testimony  in  docket  No.  11950, 
shortly  after  noon,  March  18,  on  the  second  day  of  the  hearing 
on  the  combined  paper  cases,  before  Examiners  Mackley  and 
deQuevedo  in  Chicago.  Mr.  Webb  made  it  clear  that  the  pro- 
posed zone  system  of  basing  rates  from  the  northern  paper  pro- 
ducing points  to  the  Southwest  territory,  as  outlined  in  a  map 
which  he  introduced  as  an  exhibit,  was  not  intended  to  be  arbi- 
trary. He  admitted  that  some  of  the  zones  would  have  to  be 
distorted  so  as  not  to  disturb  the  now  existing  groups,  such  as 
the  Houston-Beaumont-Galveston  group  and  the  Fort  Worth- 
Dallas  group.  Commenting  on  the  rates  which  now  exist  into 
the  territory  involved,  Mr.  Webb  said: 

"The  present  rates  throughout  these  states  contain  about 
everything  imaginable — through  rates,  combination  rates,  class 
rates,  commodity  rates,  and  rates  based  on  differentials  over 
certain  points.  In  fact,  the  situation  is  such  that  it  sometimes 
takes  a  skilled  traffic  man  an  hour  to  find  what  rate  really  does 
apply  to  a  certain  destination." 

Some  exception  was  taken  by  opposing  attorneys  to  the  use 
of  the  Joplin  rate  as  a  basis  for  making  rates  throughout  the  en- 
tire territory.  They  contended  that  the  Commission  had  never 
said  the  Joplin  rate  was  a  proper  one.  C.  R.  Hiller,  attorney  for 
the  Lake  Superior  Paper  Company,  stepped  into  the  breach  here, 
volunteering  the  statement  that  "in  the  Muskogee  case  the  Com- 
mission plainly  said  that  the  rate  to  Joplin  was  the  proper  one  to 
use  in  fixing  the  rate  to  Muskogee  and  awarded  reparation  on 
the  basis  of  that  rate.  Generally  speaking,  reparation  is  not 
awarded  down  to  anything  below  a  reasonable  rate." 

In  summing  up,  Mr.  Webb  said  that  in  addition  to  the  gen- 
eral illogical  arrangement  of  the  newsprint  paper  rates  into 
the  southwestern  states,  there  were  several  other  facts  which 
proved  that  they  were  unreasonable.  The  carriers  have  admitted 
the  unreasonableness  of  many  of  these  rates,  he  said;  and  the 
regularity  of  the  movement,  the  heavy  loading  of  the  cars,  the 
high  per  ton  mile  earnings,  as  shown  by  exhibits,  and  the  large 
inbound  tonnage  necessary  to  produce  newsprint  paper,  were  all 
reasons  why  these  rates  should  be  generally  revised  on  a  lower 
basis. 

B.  G.  Dahlberg,  vice-president  of  the  Minnesota  &  Ontario 
Paper  Company,  in  charge  of  sales,  testified  as  to  the  impossi- 
bility of  the  Minnesota  mills  getting  into  the  Texas  territory 
under  the  present  rates.  He  said  that  if  reasonable  rates  were 
established  his  company  could  sell  25  per  cent  of  its  products 
in  Texas,  Louisiana  and  Arkansas,  which  would  enable  them 
materially  to  increase  their  output,  which  at  the  time  was  only 
50  per  cent  of  capacity.  He  sounded  a  warning  against  foreign 
competition  on  newsprint  papers  in  American  markets.  "I  am 
advised,"  he  said,  "that  there  were  offered  for  sale  in  New  Orleans 
and  Galveston  yesterday,  22,000  tons  of  German  newsprint  paper 
at  a  price  of  ?90  dollars  delivered.  This  is  just  about  what  it 
costs  to  produce  in  northern  Minnesota." 

The  witness  also  said  that  mills  located  in  New  England 
and  Canada  could  ship  to  Texas  points  via  rail  and  water  at 
rates  lower  than  the  Minnesota  mills.  Another  reason  why  the 
rates  from  Minnesota  were  considered  high  was,  he  said,  be- 
cause the  all-rail  rates  from  Canadian  points  to  Alabama  and 
Arkansas  were  lower  than  the  Minnesota-Texas  rates,  notwith- 
standing the  longer  hauls.  The  rate  from  Iroquois  Palls,  400 
miles  north  of  Montreal,  to  Mobile  was  74  cents,  he  said,  whereas 
the  Minnesota-Texas  rate  was  $1.17. 

Ross  E.  Burns,  general  manager  of  the  Joplin  Globe  Pub- 
lishing Company,  and  Tamas  Bixby,  publisher  of  the  Muskogee 
Daily  Phoenix,  repeated  Senator  Capper's  testimony  of  the 
previous  day  regarding  the  burden  which  the  present  freight 
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Pacific — Caribbean — 
Gulf  Line 

(Sway rie  and  Hoyt,  Inc.,  Owner*) 

Steel  Steamers 
DIRECT    SERVICE 

BETWEEN 

New  Orleans,  San  Francisco, 

Los  Angeles  Harbor,  Portland, 

Tacoma  and  Seattle 

Via  Panama  Canal 

New  Orleans — Puerto  Colombia  and  Cartagena,  Col.,  S.  A. 

ALSO 

Canal  Zone  and  Panama,  West  Coast  Port*  of  Central 
America  and  Mexico,  and  Transhipment  Service  via  Cris- 
tobal, C.  Z.,  to  West  Coast  Ports  of  South  America  as 
Cargo  Offers. 

S.S.  IRIS,  Sailing  from  New  Orleans  late  March 

S.S.  ALVARADO,  Sailing  from  New  Orleans  last  half  of  April 

S.S.  ELDORADO,  Sailing  from  New  Orleans  middle  of  May 

R»U»  quoud.  b.okm[i  and  other  information  furnished  upon  application 

THE  STEELE  STEAMSHIP  LINE,  Incorporated 

630  Common  St.,  New  Orleans,  La. 

OFFICES  ALSO  AT 

2102  Strand  50  Broad  Street      485  California  Street 

GaUeiton,  Texas       Texas  Or/        New  York  City       San  Francisco,  Calif. 


Havana  Line 

MERCHANTS  AND  MINERS 
TRANSPORTATION  COMPANY 

(KrtablUhed  1854) 

Norfolk — Newport  News — Havana 

FORTNIGHTLY  SAILINGS 

The  last  Twelve  Steamers  have  averaged  ONL  Y 
EIGHT  DA  YS  awaiting  Discharging  Berth. 

Charters  arranged  for  full  cargoes  to  any  port 

Shippers  will  avoid  many  difficulties  and  attend- 
ant losses  by  forwarding  their  business  via  this 
regular  established  line,  operating  fast  steel 
steamers. 

Through  export  bills  of  lading  issued  from  all 
interior  points. 

Cheaper  Rates  from  Interior  Points  via 
Norfolk  and  Newport  News 


For  Rates  and  Space  apply  to 


Atlanta,  Ga. 
Baltimore,  Md. 
Boston,  Mass. 
Havana,  Cuba 
Jacksonville,  Fla 
Norfolk,  Va. 
Philadelphia,  Pa 
Pittsburgh,  Pa. 
Providence,  R.  I 
Savannah,  Ga. 
St.  Louis,  Mo. 


C.  S.  Buford,  Commercial  Agent 
W.  W.  Tull,  General  Agent 
C.  H.  Maynard,  General  Agent 
M.  V.  Molanphy,  General  Agent 
C.  M.  Haile,  General  Agent 
A.  E.  Porter,  General  Agent 
A.  L.  Bongartz,  General  Agent 
L.  T.  Fowler,  Commercial  Agent 
W.  H.  Miller,  General  Agent 
R.  M.  Griffin,  Local  Agent 
J.  R.  Bell,  Freight  Representative 


A.  W.  GRAVES,  Manager,  Baltimore,  Md. 


UNDER 
AMERICAN  FLAG 


0 

PASSENGERS 
AND  FREICMT 


San  Francisco -Baltimore  Servic* 

(Freight  Only— Via  Panama  Canal) 

Sailings  every  two  weeks 

From  San  Francisco  and  Los  Angeles  Harbor  to   San   Jose  de 

Guatemala,  La  Libertad,  Corinto,  Balboa,  Cristobal,  Cuban 

and  Porto  Rican  Ports  (East  bound  only),  Savannah, 

Norfolk  and  Baltimore. 

S.S.  "POINT  BONITA"  sails  April  4th 

From  Baltimore  to   Cristobal,  Balboa,  Corinto,  La  Libertad, 
San  Jose  de  Guatemala,  Los  Angeles  Harbor  and  San  Francisco 

S.  S.  "POINT  ADAMS"  sails  March  19th 

Trans-Pacific  Service 

"The  Sanihlne  Belt  to  the  Orient" 
(Passengers  and  Freight) 

Sailings  from  San  Francisco  by  new  and  luxurious  ships 
S.S.  "ECUADOR"  sails  April  2nd 
S.S.  "COLOMBIA"  sails  April  30th 
S.S.  "GOLDEN  STATE"  S.S.  "EMPIRE  STATE" 

And  Fortnightly  Sailings  by  EIGHT  Freight  Steamers 
Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila  and  Hongkong 

Manila-East  India  Service 

(Passengers  and  Freight) 

Sailings  from  San  Francisco  by  luxurious  new  American  Steamers 
S.S.  "GRANITE  STATE"  sails  April  12th 
S.S.  "CREOLE  STATE"  sails  May  7th 
S.S.  "WOLVERINE  STATE"  sails  May  25th 
And  Monthly  Sailings  by  TWO  Freight  Steamers 
Direct  to  Honolulu,  Manila,  Saigon,  Singapore,  Honduras, 
Colombo  and  Calcutta 

Round-the-World  Service 

(Freight  Only) 

S.S.  "EASTERN  IMPORTER"  sails  April  8th 
S.S.  "WEST  SEQUANA"  sails  May  5th 

Regular  Monthly  Sailings 

San  Francisco,  Honolulu,  Yokohama,  Kobe,  Dairen,   Tientsin, 

Shanghai,  Manila,  Saigon,  Singapore,  Calcutta,  Colombo, 

Bombay,  Alexandria,   Bizerta,  Marseilles,  Barcelona, 

thence  Baltimore,  Norfolk,  Cristobal,  Los  Angeles 

Harbor  and  San  Francisco  via  Panama  Canal 

Panama  Service 

(Pacsengers  and  Freight) 

Sailing  every  2  weeks 

'SAN  JOSE"  S.S.  "CUBA"  S.S.  "CITY  OF  PARA" 
S.S.  "SAN  JUAN"    S.S.  "NEWPORT" 

To  Mexico,  Central  America  and  Canal  Zone 


S.S. 


Through  Bills  of  Lading  Issued  to  and  from  all  points 
beyond  port* 

The  Pacific  Mail  is  world  renowned  for  excellence  of  its 
service  and  cuisine 

Consult  Our  Office* 

Pacific  Mail  Steamship  Co. 

10  Hanover  Square,  508  California  St.,  400  Exchange  Place 
Gen.  Pa»a.  Office,  621  Market  St. 

NEW  YORK  SAN  FRANCISCO  BALTIMORE 

Managing  Agent*  U.S.  Shipping  Board 
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rates  place  on  the  newspaper  publishing  business.  On  cross- 
examination,  however,  Mr.  Bixby  admitted  that  the  freight  costs 
on  paper  represent  only  about  three  per  cent  of  his  operating 
expenses,  and  that,  whereas  operating  costs  have  risen  200  per 
cent  in  the  last  four  years,  freight  rates  have  gone  up  only  68 
per  cent 

The  rate  on  newsprint  paper  between  producing  points  in 
Minnesota,  Wisconsin  and  Michigan  and  Joplin,  Mo.,  which  was 
the  basis  used  by  the  complainants  in  laying  out  a  proposed 
schedule  of  rates  for  application  throughout  the  territory  south 
of  the  Missouri  River,  was  under  attack  on  the  third  day  of  the 
hearing  on  No.  11950  and  the  other  two  paper  cases  with  which  it 
has  been  combined. 

C.  B.  Bee,  in  charge  of  the  transportation  department  of  the 
Missouri  commission,  presented  a  petition  of  intervention  and 
took  the  stand  in  an  effort  to  show  that  the  Joplin  rate,  as  it 
exists,  is  higher  than  that  to  other  competitive  points,  notably 
Kansas  City.    He  said  the  rate  to  Kansas  City  was  36  cents  for 
a  distance  of  831  miles  and  that  the  rate  to  Joplin,  154  miles 
more  distant,  was  54  cents,  a  charge  of  18  cents,  or  23  mills  per 
ton  mile,  through  a  territory  of  dense  traffic.    The  Kansas  City 
percentage  of  the  Tulsa  distance,  he  said,  was  84  and  it  earned 
only  67  per  cent  of  the  rate.    Likewise,  he  said,  the  distance  to 
Cairo  is  106  per  cent  of  the  distance  to  Joplin,  while  the  rate  is 
only  70  per  cent. 

"I  am  aware,"  said  the  witness,  "that  in  the  scope  of  these 
proceedings  we  cannot  ask  for  a  lower  rate  to  Joplin.  This  evi- 
dence is  presented  merely  to  show  that  the  present  rate  to  Jop- 
lin is  sufficiently  high  and  I  am  here  to  protest  the  interests  of 
the  state  of  Missouri  and  to  ask  the  Commission  to  see  that  when 
these  rates  to  the  Southwest  are  adjusted  our  rates  are  not 
raised." 

L.  G.  Pratt  of  the  World  Publishing  Company  of  Tulsa,  Okla., 
also  intervened,  presenting  the  same  sort  of  plea  on  behalf  of 
his  city.  This  completed  the  testimony  on  the  complainants' 
side  in  No.  11950. 

T.  T.  Webster,  general  traffic  manager  for  the  Lake  Superior 
Paper  Company,  Ltd.,  and  the  G.  H.  Mead  Company,  complainants 
in  No.  11981,  confined  his  testimony  to  an  effort  to  show  that  the 
rates  from  Sault  Ste.  Marie  to  the  territory  involved  were  un- 
just and  unreasonable  without  suggesting  any  course  that  the 
Commission  might  follow  in  adjusting  these  rates.  In  order  to 
make  a  showing  of  unreasonableness,  Mr.  Webster  had  prepared 
a  map  upon  which  he  had  outlined  what  he  called  a  "gateway 
group,"  which  included  most  of  the  state  of  Missouri  and  por- 
tions of  the  states  of  Iowa,  Nebraska  and  Kansas.  He  then 
proceeded  to  compare  the  average  rates,  distances  and  ton-mile 
earnings  from  the  producing  territories  to  this  gateway  group 
with  the  same  data  to  points  beyond.  He  said  this  showed  that 
the  principle  of  a  lower  per  ton  mile  earning  for  longer  than  for 
shorter  hauls  was  ignored,  as  the  compilations  showed  the  oppo- 
site to  be  true. 

Rates  on  paper  other  than  newsprint  were  brought  into  the 
combined  hearing  of  paper  cases  before  Examiner  Mackley  in 
Chicago,  March  21.  W.  D.  Hurlbut,  traffic  manager  for  the 
Western  Traffic  Association,  complainants  in  No.  12108,  the  only 
one  of  the  three  cases  in  which  paper  other  than  newsprint  is 
involved,  testified  as  to  the  different  methods  of  making  the 
various  papers  as  well  as  paper  boxes  and  fiber  boxes  and  con- 
tainers. He  had  a  great  deal  to  say  about  the  present  incon- 
sistencies in  the  classifications  on  these  commodities  and  made  a 
plea  for  an  order  from  the  Commission  requiring  uniformity  in 
the  tariff  descriptions.  He  said  that,  at  times,  where  combina- 
tion rates  must  be  used  and  the  tariffs  containing  the  factors 
give  varying  descriptions  of  the  same  paper  commodities,  it  is 
difficult  to  find  a  way  of  classifying  the  kind  of  paper  to  be 
shipped  so  that  it  will  answer  both  descriptions.  He  said  that 
many  tariffs  contained  separate  and  higher  rates  for  printing 
paper  than  for  newsprint  paper  when  in  reality  they  were  the 
same.  There  is  also,  he  said,  no  uniformity  in  the  measure  of 
the  rates,  wrapping  paper  sometimes  carrying  a  lower  and  some- 
times a  higher  rate  than  newsprint. 

Fault  was  also  found  with  the  present  status  of  minimum 
weights,  which  the  witness  said  range  all  the  way  from  30,000 
to  60,000  pounds  on  newsprint  and  from  30,000  to  50,000  pounds 
on  wrapping  paper. 

A  comprehensive  study  of  the  present  rates  from  all  the 
points  in  the  Fox  River,  the  northern  Wisconsin,  the  Michigan 
and  the  Minnesota  groups  of  paper  mill  points  to  practically  all 
the  points  involved  in  the  proceeding  was  entered  as  an  exhibit. 
This,  the  witness  said,  showed  graphically  the  haphazard  man- 
ner in  which  these  rates  were  applied.  Except  pointing  out  sev- 
eral individual  rates  in  which  the  differential  between  the  Fox 
River  and  the  Minnesota  groups  was  alleged  to  be  too  low,  the 
witness  did  not  claim  that  these  rates,  as  a  whole,  were  too 
high.  His  chief  contention  was  that  they  ought  to  be  revised 
on  a  more  uniform  and  logical  basis. 

D.  L.  Kelly,  rate  expert  for  the  South  Dakota  commission, 
had  a  great  deal  to  say  regarding  what  he  called  the  unreason- 
ableness of  the  rates  from  the  Fox  River  territory  into  South 
Dakota.     He  said  that  while  it  was  generally  recognized  that 
Sioux  City  was  the  point  on  which  Sioux  Falls  rates  should  be 
based,  the  paper  rate  to  Sioux  Falls  was  on  a  considerably  higher 


basis.  In  addition  to  this,  he  said,  the  per  ton  mile  earnings 
increased  rapidly  as  the  hauls  proceeded  westward,  reaching  28 
mills  at  Deadwood  and  29.4  mills  at  Rapid  City,  whereas  at  Sioux 
City  they  were  10.7  mills  and  at  St.  Paul,  10  mills. 

W.  D.  Hurlbut,  traffic  manager  for  the  Wisconsin  Traffic 
Association,  continued  on  the  stand  all  day,  March  22,  at  the 
hearing  of  the  combined  paper  cases  before  Examiner  Mackley 
in  Chicago.  In  addition  to  the  alleged  inconsistencies  in  the 
rates  on  paper  into  the  territory  south  and  west  of  the  Missouri 
as  well  as  Minnesota,  Wisconsin,  North  and  South  Dakota, 
Michigan,  Illinois  and  Iowa,  and  the  chaotic  state  of  the  classifi- 
cation descriptions  on  various  papers  and  paper  articles,  the 
witness  called  attention  to  the  lack  of  uniformity  in  mixed  car 
rules  contained  in  the  various  tariffs.  In  some  cases,  he  said, 
it  is  cheaper  to  ship  a  mixed  carload  of  paper  than  to  ship  a 
straight  car  of  some  of  the  paper  contained  in  the  mixed  car. 
This  state  of  affairs,  he  said,  has  made  it  possible  for  paper 
manufacturers  to  purchase  a  supply  of  one  kind  of  paper  so  that 
a  bundle  could  be  inserted  into  a  carload  of  the  kind  which 
they  manufacture  and  the  lower  mixed-car  rate  thus  obtained. 
The  witness  suggested  that  a  uniform  mixed-car  rule,  specifying 
a  rate  equal  to  highest  of  any  paper  contained  in  the  car,  and 
the  highest  minimum  weight  of  any  paper  in  the  car  be  pre- 
scribed by  the  Commission. 

Passing  on  to  minimum  weights,  the  witness  suggested  a 
scale  of  weights  which  would  apply  to  different  classes  of  paper. 
These  were:  Newsprint,  48,000  pounds;  printing  and  book,  40,- 
000  pounds;  wrapping,  40,000  pounds;  writing,  36,000  pounds, 
and  towels  and  napkins,  24,000  pounds. 

In  the  matter  of  classification,  Mr.  Hurlbut  suggested  that 
all  paper  be  divided  into  four  classes,  the  first  to  contain  news- 
print and  blank  wallpaper;  the  second,  book  and  wrapping;  the 
third,  writing  and  toilet;  and  the  fourth,  bags  and  miscellaneous 
paper  articles.  A  rate  basis  should  be  established,  he  said, 
which  would  give  book  and  wrapping  paper  a  certain  rate. 
Eighty  per  cent  of  this  rate  should  then  be  applied  to  news- 
print and  wallpaper  and  125  per  cent  to  all  the  rest.  He  advo- 
cated the  retention  of  the  present  groupings  into  the  territory 
involved  and  said  all  that  would  be  necessary  for  the  Commis- 
sion to  do  would  be  to  prescribe  a  reasonable  rate  on  book  and 
wrapping  paper  to  one  basic  point  in  each  of  these  groups.  The 
rates  on  other  papers  and  the  rates  to  other  points  could  then 
be  arranged  differentially  over  these  rates. 

That  the  reclassification  of  paper  and  paper  products  would 
not  be  a  simple  task  was  indicated  by  cross-questioning  the  wit- 
ness on  several  of  the  divisions  made  in  his  classification  sug- 
gestions. Roy  W.  Campbell,  manager  of  the  traffic  division  of 
the  Butler  Paper  Corporation,  Chicago,  brought  to  the  attention 
of  the  examiner  samples  of  low-grade  writing  paper  and  high- 
grade  book  paper  which  could  not  be  told  apart.  He  said  that 
if  his  company  bundled  the  paper  and  marked  it  writing  paper 
it  would  have  to  pay  a  higher  rate  than  a  competitor  who  might 
be  within  his  rights  when  shipping  it  as  book  paper.  Mr.  Hurl- 
but  said  that  about  the  only  way  to  get  away  from  that  trouble 
entirely  would  be  to  "call  paper  paper  and  give  it  all  one  rate." 

The  allegations  of  prejudice  in  favor  of  Orange,  Texas,  and 
International  Falls,  Minn.,  as  against  Wisconsin  shipping  points, 
made  by  Hurlbut,  were  denied  by  interveners  March  23. 
Louis  M.  Shepardson,  secretary  and  manager  of  the  Orange 
Chamber  of  Commerce,  said  the  Yellow  Pine  Mills  at  Orange 
made  only  one  grade  of  wrapping  paper  and  must,  therefore, 
compete  with  the  other  mills  in  selling  this  product  in  practically 
all  the  paper  markets  in  the  country.  He  said  that,  whereas  the 
Wisconsin  mills  could  come  into  the  New  Orleans  market  at  a 
freight  rate  that  is  only  28  cents  higher  than  the  Orange  rate, 
the  mills  at  the  latter  place  must  pay  a  rate  to  Chicago  that  is 
42%  cents  over  the  Chicago  rate. 

The  rearranging  of  the  rates,  both  northbound  and  south- 
bound, so  as  to  make  them  apply  more  nearly  on  a  mileage  basis 
would  be  as  nearly  ideal  as  the  complicated  shipping  and  mar- 
keting conditions  of  paper  would  allow,  the  witness  said,  and 
would  remove  most  of  the  discrimination  against  Orange  in 
favor  of  the  northern  mills,  as  well  as  the  discriminations  in 
favor  of  Orange,  the  existence  of  some  of  which  he  did  not  deny. 

D.  D.  Devine,  traffic  manager  for  the  Continental  Paper  and 
Bag  Company,  New  York,  took  exception  to  Mr.  Hurlbut's  pro- 
posed reclassification  of  paper  and  paper  products  because  it 
would  place  plain  and  printed  paper  bags  in  two  different  clas- 
sifications. He  pointed  out  that,  in  I.  &  S.  644,  the  Commission 
had  placed  both  these  products  in  class  5  and  that  in  Official, 
Southern  and  Western  territories  they  were  classed  alike.  Most 
bags,  he  said,  were  shipped  in  mixed  cars,  printed  and  plain,  and 
the  printing  of  the  bags  did  not  entail  another  manufacturing 
process,  the  printing  taking  place  in  the  same  machine  at  the 
time  the  bags  were  made. 

He  also  objected  to  the  placing  of  bags  in  the  same  classifica- 
tion with  paper  napkins  and  toilet  paper,  which  products,  he 
said,  loaded  only  from  one-third  to  one-half  as  heavily  as  bags. 
He  said  that  in  the  last  year  his  company  had  loss  and  damage 
claims  totaling  only  $14,000  on  shipments  amounting  to  $16,- 
000,000. 

The  rates  on  paper  from  Michigan  into  Official  Classification 
Territory,  which  are  at  present  on  a  sixth  class  basis,  were  under 
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protest.  March  24,  at  the  hearing  on  the  combined  paper  cases 
before  Examiner  Mackley  in  Chicago.  James  P.  Daugherty, 
traffic  manager  for  the  Michigan  Paper  Mills  Traffic  Association, 
said  that  the  commodity  rates  that  had  been  in  effect  between 
mills  in  Michigan  and  the  territory  mentioned  were  taken  away 
by  the  Commission  in  its  order  on  I.  and  S.  644.  Rates  from 
competing  mills  in  New  England,  he  said,  had  not  been  disturbed 
and  the  Michigan  mills  were,  therefore,  at  a  disadvantage. 

A.  F.  Cleveland,  assistant  freight  traffic  manager  for  the 
C.  &  N.  W.,  was  the  first  witness  for  the  defense.  He  took  ex- 
ception to  the  exhibits  introduced  by  the  defendants  in  No.  12108, 
saying  that  the  routes  specified  therein  were,  in  many  cases, 
not  workable.  He  then  introduced  an  exhibit  showing  a  pro- 
posed scale  of  ratee  into  the  territory  involved,  predicated  on 
the  classification  proposed  by  the  defendants,  which  placed  all 
paper  and  paper  products  in  three  distinct  classes.  The  pro- 
posed rates  were  built  differentially  on  the  various  producing 
groups,  the  spread  being  equal  to  the  sixth  class  rate  for  the 
difference  in  mileage  between  the  points  and  the  Fox  River  group 
on  which  the  rates  were  based.  A  flat  differential  of  3y2  cents 
on  book  and  printing  paper  over  newsprint  and  an  added  5 
cents  on  writing  paper  was  also  proposed. 

In  arguing  for  his  proposition,  Mr.  Cleveland  pointed  out 
where  the  reductions  proposed  by  the  complainants  were,  in  his 
opinion,  so  radical  that  they  would  deprive  the  railroads  of  much 
needed  revenue.  He  said  that  the  complainants  had  alleged  that 
these  rates  had  been  forced  up  by  war  conditions  and  that  there- 
fore they  ought  now  to  be  lowered.  "As  far  as  being  relieved 
from  war  conditions  is  concerned,"  he  said,  "the  railroads  are 
probably  worse  off  than  any  other  industry.  Our  operating  ratio 
has  been  on  the  increase  ever  since  1917  and  is  now  much  higher 
than  it  was  even  during  the  war  period.  In  1918  and  1919  it 
was  about  85  per  cent  and  in  January,  1921,  it  reached  110.85 
per  cent  Besides  proposing  rates  that,  in  my  opinion,  are  en- 
tirely too  low,  the  complainants  in  these  cases  have  gone  so 
far  as  to  propose  reductions  to  points,  such  as  the  Colorado  com- 
mon points,  where  the  rates  are  Commission  made." 

Resuming  his  attack  on  the  rates  proposed  on  newsprint 
paper  by  representatives  of  the  Wisconsin  and  Minnesota  mills, 
A.  F.  Cleveland,  assistant  freight  traffic  manager  for  the  C.  & 
N.  W.,  characterized  them  as  "absolutely  unreasonable  and  un- 
thinkable," at  the  hearing  before  Examiner  Mackley,  March  25. 

"Every  one  of  the  rates  proposed  for  application  in  Western 
Trunk  Line  Territory  is  lower  than  the  class  E  rate,  the  rate 
that  applies  on  such  low  grade  commodities  as  manure,  sand 
and  gravel,"  said  he.  "It  is  generally  accepted  that  the  rates  on 
newsprint  paper  should  bear  some  comparison  to  fifth  class 
rates,  and  the  present  rates  range  from  53  to  91  per  cent  of 
that  rate.  Now  the  shippers  propose  to  lower  them  so  that  they 
will  range  from  40  to  55  per  cent. 

"The  complainants'  proposals  are  inconsistent  in  themselves. 
From  the  Fox  River  group  to  Chicago,  a  distance  of  211  miles, 
they  propose  to  lower  the  already  unreasonably  low  rate  to  12 
cents,  while  from  the  same  group  to  St.  Paul  and  Minneapolis 
they  propose  a  rate  of  only  9y2  cents  for  a  distance  of  204  miles. 
The  rate  they  propose  to  Chicago  is  actually  lower  than  that 
in  effect  before  June  25,  1918." 

Mr.  Cleveland  said  the  carriers  were  willing  to  admit  that 
a  higher  per  ton  mile  basis  of  rates  applied  west  of  the  Mis- 
souri, but  he  added  that  the  traffic  density  on  that  side  of  the 
river  was  so  much  lower  than  east  of  it  that  the  difference 
was  justified.  The  rate  to  Deadwood,  S.  D.,  had  been  specifically 
condemned  by  the  complainants.  Mr.  Cleveland  explained  that 
in  the  entire  year  1919  only  one  car  of  paper  had  moved  to 
Deadwood  from  the  Wisconsin  mills. 


PURCHASE  OF  WIS.  &  NORTHERN 

The  Traffic   World  Washington  Bureau 

Application  for  authority  to  acquire,  by  purchase,  all  the 
property  of  the  Wisconsin  &  Northern  Railroad  Company  at  the 
rate  of  $25,000  a  mile  has  been  made  to  the  Commission  by  the 
Minneapolis,  St.  Paul  &  Sault  Ste.  Marie  Railway  Company. 
Approval  is  also  asked  of  an  issue  of  $2,671,000  of  5  per  cent  con- 
solidated gold  bonds  to  be  applied  on  the  total  purchase  price  of 
$3,339,500,  of  which  $668,500  will  be  paid  in  cash. 

The  length  of  the  main  line  and  branches  of  the  Wisconsin  & 
Northern  is  133.58  miles,  extending  from  the  southern  terminus 
at  Neenah,  Winnebago  county,  Wis.  The  main  line  extends  from 
Neenah  in  a  northerly  direction  through  the  counties  of  Out- 
gamie,  Shawano,  Langlade,  to  Wisconsin  &  Northern  Junction 
in  Forest  county,  all  in  Wisconsin.  If  the  application  is  granted, 
the  applicant  states,  it  will  continue  to  operate  the  line,  which 
transports  principally  forest  products  in  the  raw  and  manufac- 
tured state  but  which  also  handles  other  freight  and  passenger 
service. 

The  bonds  which  the  applicant  company  proposes  to  issue 
will  be  accepted  by  the  Wisconsin  &  Northern  in  part  payment 
for  the  property  at  par  value,  the  company  says. 

"Present  and  future  public  convenience  and  necessity  re- 
quire the  operation  by  the  applicant  of  the  railroad  owned  by 
the  Wisconsin  &  Northern  Railroad  Company,  and  public  in- 


terest will  be  greatly  promoted,"  the  applicant  states,  "for  the 
following  reasons: 

"The  Wisconsin  &  Northern  Railroad  is  a  short  line  serv- 
ing a  district  having  heavy  traffic.  It  is  unable  as  a  rule  to  pro- 
vide a  market  on  its  own  line  for  the  product  it  originates. 
Traffic  must,  therefore,  move  out  over  connecting  lines  and 
generally  subject  to  the  sum  of  the  two  local  rates.  This  is  a 
serious  handicap  and  capital  will  not  seek  investment  under 
such  conditions. 

"The  absorption  of  the  Wisconsin  &  Northern  Railroad  by 
applicant  will  inspire  confidence,  insure  a  larger  market,  better 
car  supply,  better  train  service  and  immediately  cause  more 
prompt  development  of  the  territory  through  which  the  small 
line  operates.  Such  absorption  will  also  insure  reduction  in 
operating  cost. 

"A  large  proportion  of  the  traffic  tributary  to  the  Wiscon- 
sin &  Northern  Railroad  moves  to  and  from  Milwaukee  and 
Chicago;  some  to  and  from  the  east  across  Lake  Michigan;  also 
a  portion  to  the  east  via  Sault  Ste.  Marie,  north  to  Duluth  and 
west  to  St.  Paul  and  Minneapolis. 

"No  other  existing  large  line  system  can  use  the  property 
now  owned  by  the  Wisconsin  &  Northern  Railroad  Company 
with  as  great  resulting  convenience  and  benefit  to  the  public  as 
can  the  applicant.  The  applicant  has  direct  routes  to  Manito- 
woc,  Milwaukee  and  Chicago  from  Neenah,  the  southern  ter- 
minus of  the  Wisconsin  &  Northern  Company,  and  the  most 
direct  route  to  Sault  Ste.  Marie,  Duluth,  St.  Paul  and  Minnea- 
polis from  its  northern  terminus,  Wisconsin  &  Northern  Junc- 
tion. 

"The  applicant's  line  in  connection  with  the  Wisconsin  & 
Northern  Railroad  will  provide  by  far  the  shortest  route  to  and 
from  all  points  named  above,  as  shown  by  comparative  distance 
exhibit  herewith  submitted. 

"There  is  a  considerable  amount  of  traffic  from  Sault  Ste. 
Marie  and  other  eastern  points  along  the  line  of  the  applicant 
via  Wisconsin  &  Northern  Junction,  Prentice,  Marshfield  and 
Neenah  to  Milwaukee  and  Chicago.  There  is  likewise  a  con- 
siderable amount  of  traffic  from  Chicago  and  Milwaukee  via 
Neenah,  Marshfield,  Prentice  and  Wisconsin  &  Northern  Junc- 
tion to  Sault  Ste.  Marie  and  other  eastern  points.  As  a  result 
of  the  Wisconsin  &  Northern  Railroad  becoming  an  integral 
part  of  the  applicant's  line,  a  saving  of  about  113  miles  will  be 
effected  in  the  movement  of  all  tonnage  between  common 
points  Neenah  and  Wisconsin  &  Northern  Junction." 


N.  P.  AND  G.  N.  BOND  PROPOSAL 

The  Traffic  World   Washington  Bureau 

The  Northern  Pacific  and  the  Great  Northern,  March  25,  filed 
application  with  the  Commission  for  authority  to  issue  $230,000,- 
000  of  joint  6%  per  cent  fifteen-year  collateral  bonds  in  order 
to  pay  off  the  first  of  July  about  $215,000,000  of  4  per  cent 
bonds  known  as  Burlington  fours.  The  applicants  propose  to 
secure  the  issue  by  pledging  approximately  $166,000,000,  par 
value,  of  Burlington  stock  owned  by  them  and  which  includes 
their  share  of  the  $60,000,000  stock  dividend  recently  authorized 
by  the  Commission.  It  is  further  proposed  to  secure  the  col- 
lateral bonds  by  a  deposit  of  $33,000,000  of  Northern  Pacific 
6  per  cent  improvement  and  refunding  bonds  maturing  in  1947 
and  callable  after  fifteen  years.  These  bonds  are  to  be  issued 
under  existing  mortgages.  The  Great  Northern  proposes  to  issue 
$33,000,000  of  7  per  cent  general  mortgage  bonds,  which  are 
also  to  be  pledged  as  security  for  the  collateral  bonds. 

The  application  follows  the  recent  refusal  of  the  Commission 
to  authorize  the  Burlington  to  issue  bonds  in  order  to  assist  the 
Great  Northern  and  Northern  Pacific  in  meeting  the  maturity 
of  the  Burlington  fours. 


RESPONSIBILITY   FOR  WRECK 

Responsibility  for  the  side  collision  of  the  Michigan  Central 
and  New  York  Central  passenger  trains  at  Porter,  Ind.,  Febru- 
ary 27,  resulting  in  the  death  of  37  persons  and  in  the  injury 
of  20,  was  placed  on  Engineman  Long  and  Fireman  Block  of 
Michigan  Central  train  No.  20,  by  W.  P.  Borland,  chief  of  the 
bureau  of  safety  of  the  Interstate  Commerce  Commission,  in  a 
report  to  the  Commission  made  public  March  21.  "The  direct 
cause  of  this  accident,"  said  Mr.  Borland,  "was  the  failure  of 
Engineman  Long,  of  the  Michigan  Central  train  No.  20,  to  ob- 
serve and  obey  the  signal  indication  of  the  home  signal  govern- 
ing the  movement  of  trains  over  this  crossing.  A  contributing 
cause  was  the  failure  of  Fireman  Block,  also  of  Michigan  Central 
train  No.  20,  promptly  to  observe  the  home  signal  indication  and 
convey  the  correct  information  to  Engineman  Long." 


PURCHASE  OF  LANSING  CONNECTING   R.  R. 

Authority  to  purchase  the  Lansing  Connecting  Railroad  line 
in  Lansing,  Mich.,  is  asked  by  the  Grand  Trunk  Western  Rail- 
way Company  in  an  application  filed  with  the  Commission.  The 
line  is  about  a  mile  long  but  the  company  has  no  cars  or  engines 
to  operate  it.  The  Grand  Trunk  Western  desires  to  use  the  line 
to  serve  industries  located  along  it. 
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PAGE  &  JONES 

Ship  Brokers  and 

Steamship  Agents 

\          is^»«^a^a^»^^s»s»ass^a^a^a^a^a^»a»aa^»^»^M^»^s^»»si«w 

Mobile,  Alabama,  U.  S.  A. 

Regular  Monthly  Service         A-l  Steamers 

MOBILE  to  ANTWERP 
HAVRE  and  BORDEAUX 
and  U.  S.  PACIFIC  COAST 


St.  Louis  Office: 
1217  Pierce  Building 

IRVING  H.  HELLER,  Manager 


Birmingham  Office: 
324  Chamber  of  Commerce  Bldg. 

GEORGE  C.  MCLAUGHLIN,  Manager 


J.   W.   ROBERTS,    President 


FRED  PETTUOHN.  Vlc.-PT..idmt 


STANLEY  WOOD.  SxrMar?  Tn 


THE    ROBERTS-PETTIJOHN-WOOD    CORPORATION 


ACCOUNTING    SERVICE 

returns  under  the  Transportation  Act,  1920,  and  the  statement  of  claims  against  the 
United  States  covering  the  period  of  Federal  Control  require  careful  preparation  if  the 
carrier  is  to  be  properly  reimbursed.  We  have  available  a  corps  of  specialized  railroad  accountants,  experienced  in  the 
preparation  of  such  claims.  Mills  Building.  Washington.  D.  C.  Twenty  East  Jackson.  Chicago 


PITARA1SITY 
UU/\1\/\11 


R.  B.  YOUNG,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 

312-314-318  WILLIAMSON  STREET          P.  0.  Box  985 

General      Storage  —  Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Brokers — Track    Connections    with    all     Railroads    and    Steamihlp 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phon.  No.  4883  SAVANNAH.    GA. 

CHICAGO 

Jos.  Stoekton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every   Description — City  Delivery  Service  and  Carload 
Distributors 

PORTLAND,      OREGON 

OREGON  TRANSFER  COMPANY 

Established  In  1868 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

No  switching  chary*  on  carload  «hipment«. 


SEATTLE  TRANSFER  CO. 


123  Jackson  St. 


Seattle,  Wash. 


Quick  Distribution  of  all  Pool  Can 
100,000  sq.  ft.  of  warehouse  space 
Warehouse-men  and  forwarders. 


ROCHESTER,  NEW  YORK 

General  Storage      Forwarding      Carload  Distribution 

Excellent  facilities  for  reahlpplnj  without  cartage.  Tnsnranss  rmtt 
11  cents.  Members  of  American  Warehousemen's  Association  Mk4 
American  Chain  of  Warehouses. 


B.    R.   A    P. 


Write  for  particulars. 
WAREHOUSE,    Inc.  KINO   AND    MAPLB    8T1. 


GENERAL  fSTORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.  Ft.  Floor  Space  —  Fireproof  —  Bonded  —  $200.100  Capitsl 
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REVENUE  FREIGHT  LOADING 


The  Traffic  World  Washington  Bureau 

The  increase  in  the  loading  of  revenue  freight  in  the  week 
ending  March  5  as  compared  with  the  preceding  week  was  not 
maintained  the  week  ending  .March  12,  when  the  total  number 
of  cars  loaded  dropped  to  702,068,  or  10,814  fewer  than  were 
loaded  in  the  preceding  week,  when  the  total  was  712,882.  Load- 
ings in  the  weeks  of  1920,  1919  and  1918,  corresponding  to  the 
week  ending  March  12,  were  819,329,  701,266  and  850,701,  re- 
spectively. 

The  total  number  of  cars  of  revenue  freight  loaded  in  Febru- 
ary was  less  than  in  the  same  month  in  the  years  1920,  1919,  and 

1918.  The  total  for  February  this  year  was  2,732,352  cars.     In 
1920  the  total  for  that  month  was  3,108,690  cars;  in  1919,  2,747,- 
363  cars  and  in  1918,  3,012,286  cars. 

The  loading  of  merchandise  and  miscellaneous  freight,  which 
includes  manufactured  products,  totaled  433,777  cars,  an  increase 
of  1,883  cars  over  the  preceding  week,  while  the  number  loaded 
with  forest  products  totaled  52,484,  an  increase  of  268  over  the 
previous  week.  Decreases  compared  with  the  week  before,  how- 
ever, were  reported  in  the  number  loaded  with  grain  products, 
live  stock,  coke,  ore  and  coal.  The  number  loaded  with  the  latter 
totaled  136,097  cars,  which  is  a  new  low  mark.  This  total  is 
7,339  below  that  for  the  week  of  March  5. 

The  Southern  and  Allegheny  districts  were  the  only  ones 
in  which  the  numbers  of  cars  loaded  during  the  week  of  March 
12  exceeded  those  for  the  same  districts  the  week  before.  Com- 
pared with  the  corresponding  week  in  1920,  decreases  in  all  dis- 
tricts were  reported. 

The  loading  by  districts  for  the  week  ending  March  12  and 
the  corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  5,851  and  5,590; 
live  stock,  2,438  and  2,799;  coal,  39,651  and  48,871;  coke,  851 
and  3,629;  forest  products,  6,600  and  5,499;  ore  903  and  3,356; 
merchandise,  L.  C.  L.,  51,184  and  33,105;  miscellaneous,  57,458 
and  89,836;  total,  1921,  164,936;  1920,  192,685;  1919,  169,889. 

Allegheny  district:  Grain  and  grain  products,  2,164  and 
2,447;  live  stock,  3,111  and  2,928;  coal,  42,586  and  52,537;  coke. 
4,365  and  3,401;  forest  products,  3,085  and  3,713;  ore,  1,592  and 
3,187;  merchandise,  L.  C.  L.,  39,954  and  42,341;  miscellaneous, 
46,063  and  66,247;  total,  1921,  142,920;  1920,  176,801;  1919,  141,338. 

Pocahontas  district:  Grain  and  grain  products,  157  and  158; 
live  stock,  75  and  77;  coal,  13,334  and  19,949;  coke,  53  and  757; 
forest  products,  1,467  and  2,019;  ore,  10  and  310;  merchandise, 
L.  C.  L.,  2,541  and  160;  miscellaneous,  5,349  and  10,181;  total, 
1921,  22,986;  1920,  33,611;  1919,  27,525. 

Southern  district:  Grain  and  grain  products,  3,431  and 
2,945;  live  stock,  2,090  and  2,348;  coal,  18,438  and  23,496;  coke, 
571  and  135;  forest  products,  14,213  and  18,054;  ore,  938  and 
2,653;  merchandise,  L.  C.  L.,  39,713  and  21,058;  miscellaneous, 
35,528  and  55,613;  total,  1921,  114,922;  1920,  126,302;  1919, 
111,318. 

Northwestern  district:  Grain  and  grain  products,  10,574 
and  9,455;  live  stock,  8,582  and  7,690;  coal,  5,017  and  10,060; 
coke,  1,010  and  1,306;  forest  products,  17,698  and  20,979;  ore, 
1,044  and  1,392;  merchandise,  L.  C.  L.,  25,809  and  21,637;  miscel- 
laneous, 29,204  and  40,254;  total,  1921,  98,938;  1920,  112,773; 

1919,  109,606. 

Central  Western  district:  Grain  and  grain  products,  11,164 
and  8,286;  live  stock,  9,839  and  9,843;  coal,  13,655  and  23,185; 
coke,  159  and  407;  forest  products,  3,238  and  6,035;  ore,  1,945 
and  2,815;  merchandise,  L.  C.  L.,  29,553  and  22,957;  miscellaneous, 
30,741  and  41,501;  total,  1921,  100,294;  1920,  115,029;  1919,  95,344. 

Southwestern  district:  Grain  and  grain  products,  4,555  and 
3,840;  live  stock,  1,712  and  2,424;  coal,  3,416  and  6,710;  coke, 
94  and  162;  forest  products,  6,183  and  6,974;  ore,  432  and  891;' 
merchandise,  L.  C.  L.,  16,580  and  16,432;  miscellaneous,  24100 
and  24,695;  total,  1921,  57,072;  1920,  62,128;  1919,  46,246. 

Total,  all  roads:  Grain  and  grain  products,  37,896  and 
32,721;  live  stock,  27,847  and  28,109;  coal,  136,097  and  184,808; 
coke,  7,103  and  9,797;  forest  products,  52,484  and  63,273;  ore 
6,864  and  14,604;  merchandise,  L.  C.  L.,  205,334  and  157,690; 
miscellaneous,  228,443  and  328,327;  total,  1921,  702,068"  1920 
819,329;  1919,  701,266. 

Note:  L.  C.  L.  merchandise  loading'  figures  for  1921  and  1920 
are  not  comparable  because  some  roads  are  not  able  to  separate 
their  L.  C.  L.  freight  and  miscellaneous  of  1920.  Add  merchandise 
and  miscellaneous  figures  to  get  fair  comparison. 

PAYMENTS  TO  CARRIERS 

The  Treasury  Department  has  paid  $114,941.96  to  the  West- 
ern Allegheny  Railroad  Company  in  reimbursement  of  that 
road's  deficit  during  federal  control.  Partial  payments  of  the 
guaranty  have  been  made  to  the  Gulf,  Mobile  &  Northern  for 
$50,000,  and  to  the  Central  New  York  Southern  Railroad  Corpo- 
ration for  $27,000. 

The  Commission  announced  March  19  the  issuance  of  the 
following  partial  payment  certificates:  Boston  &  Maine,  $6,500,- 
000;  Baltimore  &  Ohio,  $6,400,000;  Delaware,  Lackawanna  & 
Western,  $2,000,000;  Alabama,  Tennessee  &  Northern,  $40.000. 

Certificates  for  partial  payments  of  $1,575,000  to  the  Gulf, 
Colorado  &  Santa  Fe  Railway  Company,  and  of  $5,425,000  to  the 


Atchison,  Topeka  &  Santa  Fe  Railway  Company  were  issued  by 
the  Commission  March  21. 

The  Commission  announced  March  23  the  issuance  of  par- 
tial payment  certificates  to  the  :Maine  Central  for  $300,000  and 
to  the  Minneapolis  &  St.  Louis  for  $100,000.  The  payment  to 
the  latter  road  was  under  a  certificate  issued  on  the  company's, 
application  made  during  the  guaranty  period  for  an  advance 
payment. 

The  Treasury  has  announced  payment  of  the  following 
partial  payment  certificates:  Baltimore  &  Ohio,  $6,400,000; 
Boston  &  Maine,  $6.500,000;  Delaware,  Lackawanna  &  Western, 
$2,000,000,  and  Alabama,  Tennessee  &  Northern,  $40,000. 

The  Commission  announced  March  24  it  had  issued  the 
following  partial  payment  certificates:  Chicago  Junction  Rail- 
way, $200,000;  International  &  Great  Northern  (Jas.  A.  Baker, 
receiver),  $260,000;  Chicago,  Milwaukee  &  St.  Paul,  $2,000,000; 
St.  Louis,  San  Francisco  &  Texas,  $200,000;  Paris  &  Great  North- 
ern of  Texas,  $27,500;  Bangor  &  Aroostock,  $60,000,  and  St. 
Louis-San  Francisco,  $800,000. 

Under  date  of  March  23  the  Treasury  Department  announced 
it  had  paid  $5,425,000  to  the  Atchison,  Topeka  &  Santa  Fe,  and 
$1,575,000  to  the  Gulf,  Colorado  &  Santa  Fe  on  partial  payment 
certificates.  The  Maxton,  Alma  and  Southbound  Railroad  Com- 
pany obtained  $3,000  under  a  certificate  issued  by  the  Commis- 
sion on  an  application  for  an  advance  payment  of  the  amount 
due  it  under  the  guaranty  made  during  the  guaranty  period. 

As  of  March  23,  the  Treasury  had  paid  out  a  total  of  $71,- 
719,9,90.05  on  partial  payment  certificates  issued  by  the  Com- 
mission. 


CAR  SHOP  EMPLOYES 


The  Traffic  World  Washington  Bureau 

Reports  from  50  car  building  and  repairing  establishments 
to  the  bureau  of  labor  statistics  of  the  Department  of  Labor 
show  that  in  February  the  number  of  employes  on  the  payroll 
was  38,009  as  compared  with  45,587  in  February,  1920,  a  decrease 
of  16.6  per  cent.  The  amount  of  the  payroll  in  these  plants  in 
February  was  $2,560,886  as  compared  with  $2,719,874  in  February, 
1920,  a  decrease  of  5.8  per  cent. 

Forty-eight  establishments  which  reported  for  January  and 
February  this  year  had  38,764  employes  in  February  as  compared 
with  44,461  in  January,  a  decrease  of  12.8  per  cent.  The  payroll 
of  these  plants  was  $2,604,961  in  February  as  compared  with  $3,- 
044,055  in  January,  a  decrease  of  14.4  per  cent. 

"The  entire  force  of  one  shop  was  reduced  20  per  cent  in 
wages,"  the  bureau's  report  says.  "Reductions  in  the  number  of 
employes  were  reported  by  many  plants.  When  comparing  the 
per  capita  earnings  for  February  with  those  of  January,  a  de- 
crease of  1.9  per  cent  is  shown." 


SHIPMENT   OF   SULPHUR   DIOXIDE   GAS 

In  Docket  No.  3666,  the  proceeding  in  which  the  Commission 
prescribes  specifications  for  containers  for  explosives  and  other 
dangerous  articles  and  prescribes  rules  for  the  transportation 
of  such  articles,  the  Commission  has  promulgated  specifications 
for  welded  cylinders  for  the  shipment  of  sulphur  dioxide  gas, 
with  a  maximum  authorized  capacity  of  six  pounds  of  gas,  to  be 
effective  May  25.  The  cylinders  are  to  be  made  of  basic  open- 
hearth  steel,  with  seamless  drawn  body,  with  head  or  heads 
welded  in,  properly  annealed.  The  specification  is  intended  to 
cover  every  feature  of  the  cylinder.  It  also  contains  the  tests 
to  be  applied  to  the  material,  the  chemical  composition  thereof, 
and  the  tests  to  be  applied  on  the  completed  cylinder. 


CONSOLIDATED    CLASSIFICATION    DOCKET 

In  the  Traffic   Bulletin   this   week  is  printed  Docket  No.   6 

of   the    Consolidated    Classification    Committee    for   hearings   of 

the  Official,  Southern  and  Western  classification  committees  at 

Atlanta,  April  13;  New  York,  April  18;  and  Chicago,  April  25-29. 


CONFERENCE   RULING 

The  Commission,  in  conference,  March  15,  1921,  adopted  the 
following  conference  ruling: 

Proportional  or  Reshipping  Interstate  Rates  from  Transit  or  Re- 
shipping  Points  on  Shipments  Originating  Beyond. — Where  interstate 
proportional  or  reshipping  rates  are  named  on  shipments  originating 
beyond  reshipping  or  transit  points  such  rates  are  applicable  only  in 
case  the  inbound  charges  are  based  on  the  inbound  interstate  rates. 


C.  C.  C.  &  ST.  L.  NOTES 

The  Cleveland,  Cincinnati,  Chicago  &  St.  Louis  has  applied 
to  the  Commission  for  authority  to  issue  two  6  per  cent  promis- 
sory notes,  one  for  $500,000  to  be  dated  April  18,  1921,  to  become 
due  on  or  before  July  18,  1921,  and  to  be  made  payable  to  the 
Guaranty  Trust  Company  of  New  York,  and  the  other  for  $425,- 
000,  to  be  dated  April  18,  1921,  and  to  be  made  payable  90  days 
after  date  to  the  Central  Union  Trust  Company  of  New  York. 
The  proposed  notes  represent  the  tenth  renewal  of  loans  made 
by  the  applicant. 
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They  Roll  Steadily  Onward 

thru  all  kinds  of  weather — thru  blinding,  driving  rains,  thru  cold, 
icy  sleet,  and  heavy,  wet  snows  that  tend  to  slow  down  traffic. 
Trains  move  slower,  lines  become  blocked  quicker,  and  repairs  pile 
up  and  take  longer  to  make  under  such  trying  weather  conditions. 

"PENNSYLVANIA"  TANK  CARS  stand  out— alone— at  these 
times.  Quality  materials  and  high-class  workmanship  now  prove 
their  worth.  They  stay  out  of  glutted  repair  shops— ready  to 
move  on  to  their  appointed  destination. 

And  once  again  built-in  strength  and  sturdy  staunchness  demon- 
strate the  practical  utility  of  the  "Pennsylvania"  Tank  Car— the 
ability  to  stand  up  and  come  thru  under  all  conditions  of 
Weather  and  Wear. 

"After  All.  Service  Counts ' ' 

The  Pennsylvania  Tank^Car  Company 


New  York 


Sharon,  Pa. 

St.  LouU  Houston 


San  Francisco 


'Pennsylvania  Tank  Cars  are  used  by  Leaders  of  Industry 
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Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
hiving  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

March  28— Toledo.  O.— Examiner  Gaddess: 

I.  and  S.  1300 — Absorption  of  switching  charges  at  Toledo,  O. 
March  28 — Argument  at  Washington,  D.  C.: 

11396 — Mason  Valley  Mines  Co.  vs.  Western  Pacific  et  al. 

11396  (Sub.  No.  1) — G.  H.  Goodhue  et  al.  vs.  Western  Pacific  et  al. 
March  30— Washington,  D.  C.— Examiner  Agate: 

Finance  Docket  1272 — In  the  matter  of  application  of  Missouri-Illi- 
nois R.  R.  Co.  for  authority  to  issue  Jl, 800,000,  par  value,  capital 
stock,   and  J300.000,   principal  amount,   first  mortgage,   7   per  cent 
sold  bonds. 
March  30— Salt  Lake  City,  Utah— Examiner  Eddy: 

I.  and  S.  1299 — Pig  iron  from  southeastern  points  to  Utah. 
April  1 — Argument  at  Washington,  D.  C.: 

I.  and  S.  1266 — Smelter  products  from  Nevada  and  Utah. 

I.  and  S.  1293 — Handling  charges  at  Louisiana  ports. 
April   1 — Austin,  Tex. — Railroad  Commission  of  Texas: 

*  Finance  Docket  1123 — Application  of  the  Uvalde  &  Northern  Ry.  Co. 

for  a  certificate  of  public  convenience  and  necessity. 
April  2 — Argument  at  Washington,  D.  C.: 
I.  and  S.  1280 — Rail  and  water  rates  from  Atlantic  seaboard  territory 

to  Texas  points. 

April  4 — Indianapolis,  Ind. — Examiner  Hartman: 

»  11894 — Indiana  rates,   fares  and  charges.      (Hearing  limited  to  testi- 
mony relative  to  rates  on  coal  and  rates  on  logs.) 
April  4 — Huntington,  W.  Va.— Examiner  Pattison: 
12180— Tar  Heel  Manganese  Co.  vs.  Southern  Ry.  et  al. 

April  4 — Philadelphia,  Pa. — Examiner  Howell: 
12200  (and  12200,  Sub.  1) — Harleigh  Brookwood  Coal  Co.  vs.  Director 

General. 

12200  (Sub.  No.  2) — Thomas  Colliery  Co.  vs.  Director  General. 
12201 — Harleigh  Brookwood  Coal  Co.  vs.  Director  General. 
12202 — Harleigh  Brookwood  Coal  Co.  vs.  Director  General. 

April  4 — Washington,  D.  C. — Examiner  Carter: 
12030— Federal  Valley  R.  R.  Co.  vs.  T.  &  O.  C.  et  al. 

April  5— Dayton,  O. — Examiner  Wagner: 

*  I.  and  S.  1311 — Pulp  wood  to  Kingsport,  Tenn.,  from  South  Carolina. 
April  5 — Philadelphia,  Pa. — Examiner  Howell: 

12185 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Director  General. 

12185  (Sub.  No.  1) — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Ware  Shoals 

R     R. 
12185  (Sub.  No.  2) — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Laurinburg 

&  Southern  R.  R.  et  al. 
12185   (Sub.    No.   3) — E.    I.    Du   Pont   de   Nemours   &   Co.   vs.   Georgia 

Southwestern  &  Gulf  R.  R.  et  al. 
12185  (Sub.  Nos.  4  to  13  inclusive) — E.  I.  Du  Pont  de  Nemours  &  Co. 

vs.  Director  General. 
12185  (Sub.   No.  14) — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Aberdeen 

&  Rockttsh  R.  R.  et  al. 
12185   (Sub.   Nos.   15,   16  and  17)— E.   I.   Du  Pont  de  Nemours  &  Co. 

vs.  Director  General. 

12150 — Cambria  Steel  Co.  et  al.  vs.  Pennsylvania  et  al. 
April  5 — Washington,  D.  C. — Examiner  Carter: 

12124 — W.  A.  Wimsatt  vs.  B.  &  O.  et  al. 
April  5— Memphis.  Tenn. — Examiner  Gaddess: 

I  and  S.  1303  (first,  second  and  third  supplemental  orders) — Rates  to. 


Forwarding  Agents 

FOR  thirty-seven  years  we  have  been  serving  Domestic, 
Import  and  Export  shippers,  meeting  every  require- 
ment that  would  be  expected  of  a  house  of  our  size, 
yet   giving   that   sincere   personal    service    which    demon- 
strates our  interest  in  the  upbuilding  of  trade. 

The  large  volume  of  tonnage  controlled  by  us  assures 
shippers  of  the  lowest  ocean  and  marine  insurance  rates. 

Consolidated  cars  despatched  East  and  West. 


New  York 
Boston 
Philadelphia 
Baltimore 


D.  C.  ANDREWS  &  CO.,  Inc. 


Established  1884 
14  East  Jackson  Blvd. 

CHICAGO 

A.  C.  SHERRARD,  Chicago  Manager 
Agents  Throughout  the  World  Telephones:   Harmon  1048-1049 


New  Orleans 
San  Francisco 
Seattle 
Buenos  Aires 


from  and  between  points  south  of  the  Ohio  River,   including  the 
Mississippi  Valley. 
April  5 — Chicago,  111. — Director  Colston: 

Finance   Docket    1165 — Application   of   the  New  York   Central  R.    R. 

Co.  for  a  certificate  of  public  convenience  and  necessity. 
April  6 — Cincinnati,  Ohio — Examiner  Pattison: 

12168 — Hamilton  Foundry  and  Machine  Co.  vs.   Director  General. 

12153 — The  Charles  Boldt  Paper  Mills  Co.  vs.  Director  General. 

12173 — Hilb  &  Bauer  vs.  Director  General. 

12263— The  Ault  &  Wiborg  Co.  vs.  L.  &  N.  et  al. 
April  6 — Philadelphia,  Pa. — Examiner  Howell: 

12266 — The  Barrett  Company  vs.  Pennsylvania  et  al. 

12162 — The  Viscose  Company  vs.  Atlantic  City  R.  R.  et  al. 
April  6 — Washington,  D.  C. — Examiner  Carter: 

12134 — The  Manufacturers'   Assn.   of  Connecticut,   Inc.,   vs.   Director 

General. 
April  6 — Argument  at  Washington.  D.  C. : 

11990 — In  the  matter  of  intrastate  rates  of  the  American  Ry.  Express 
Co.  between  points  in  the  state  of  Texas. 

10614 — Grand  Rapids  Plaster  Co.  vs.  Ann  Arbor  et  al. 
April  7 — Kansas  City,  Mo. — Examiner  McGrath: 

12203— Dewey  Portland  Cement  Co.  vs.  Director  General. 

12219— Lockwood  Mfg.  Co.  vs.  N.  Y.  N.  H.  &  H.  et  al. 

12219  (Sub.  No.  1) — Lockwood  Mfg.  Co.  vs.  Director  General. 

12152 — The  H.  D.  Lee  Flour  Mills  Co.  et  al.  vs.  Director  General. 
April  7 — Argument  at  Washington,  D.  C. : 

11756 — Bangor  &  Aroostook  et  al.  vs.  Aberdeen  &  Rockflsh  et  al. 

10387 — Empire  Steel  and  Iron  Co.  vs.  C.  R.  R.  of  N.  J.  et  al. 
April  7 — Monroe,  La. — Examiner  Archer: 

10737— Monroe  Shingle  Co.  vs.  St.  L.  S.  W.  et  al. 
April  7 — Washington,  D.  C. — Examiner  Carter: 

12177 — British  United  Shoe  Machinery  Co.,  Ltd.,  vs.  P.  R.  R. 
April  8 — St.  Louis,  Mo. — Examiner  Wagner: 

*  I.   and    S.    1308 — Heater   service    for   protection   of   fresh   fruits   and 

vegetables. 

April  8 — Argument  at  Washington,  D.  C.: 
12092 — In  the  matter  of  rates,  fares  and  charges  of  the  Steubenville. 

East  Liverpool  &  Beaver  Valley  Traction  Co.  within  the  states  of 

Ohio  and  Pennsylvania. 
April  8 — Shreveport,  La. — Examiner  Archer: 

12172 — The  Lodwick  Lumber  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

12232 — Weaver  Bros.   Lumber  Co.  vs.  Director  General. 

12208 — Union  Refining  and  Pipe  Line  Co.,  Inc.,  vs.  M.  K.  &  T.  Ry  of 

T.  et  al. 
April  8 — Washington,  D.  C. — Examiner  Carter: 

12159 — Consolidated  Press  Assn.  vs.  Western  Union  Telegraph  Co. 
April  8 — Milwaukee,  Wis. — Examiner  McQuillan: 

12249 — Pfister  &  Vogel  Leather  Co.,  Milwaukee,  Wis.,  vs.  L.  V.  et  al. 
12217 — Central  Wisconsin   Supply  Co.  vs.  M.   St.   P.   &   S.   S.   M.   Ry. 

and  Director  General. 
12217    (Sub.    No.    1) — Central   Wisconsin    Supply  Co.   vs.    G.   N.   R.   R. 

and  Director  General. 

12275 — Central  Wisconsin  Supply  Co.  vs.  C.  M.  &  St.  P.  et  al. 
April  8 — Kansas  City,  Mo. — Examiner  McGrath: 

12257 — Charles  F.  Arnold  et  al.,  doing  business  as  C.  F.  Arnold  &  Co., 

vs.  T.  &  P.  Ry.  et  al. 

12230— United  Iron  Works,  Inc.,  vs.  A.  T.  &  S.  F.  et  al. 
Portions    of    fourth    section    applications    Nos.    542,    A.    G.    S.    R.    R.; 

972,  A.   B.  &  A.   R.  R. ;  2045,  I.  C.  R.   R.:   1951,   K.  C.  S.  Ry.;  1952, 

L.  &  N.  R.  R.;  4218,  4219  and  4220,  Mo.  Pac.  R.  R.,  and  St.  L.  I.  M. 

&   S.   Ry.;   2138.   M.   &  O.    R.   R.;   458,   N.   C.   &  St.   L.  Ry.;  799,   St. 

L.-S.   F.   Ry. ;   1573,   S.  A.   L  Ry. ;   1548,   Sou.  Ry.,   and  applications 

filed  on  behalf  of  various  western  carriers. 
April  9 — Argument  at  Washington,  D.  C. : 

11110 — The  Atlas   Portland   Cement  Co.   vs.   Central   Vermont   et  al. 
11110   (Sub.   No.   1) — The  Atlas   Portland   Cement   Co.   vs.   Boston   & 

Albany  et  al. 
11110   (Sub.    No.  2) — The   Atlas  Portland   Cement  Co.   vs.   Bangor  & 

Aroostook  et  al. 
11110  (Sub.  No.  3) — The  Atlas  Portland  Cement  Co.  vs.  Maine  Cent- 

11110  (Sub.  No.  4)— The  Atlas  Portland  Cement  Co.  vs.  Rutland  R.  R. 

et  al. 
11110  (Sub.  No.  5)— The  Atlas  Portland  Cement  Co.  vs.  N.  Y.  N.  H. 

&  H.  et  al. 

11110  (Sub.  No.  6) — The  Atlas  Portland  Cement  Co.  vs.  B.  &  M.  et  al. 
11110  (Sub.  No.  7)— The  Atlas  Portland  Cement  Co.  vs.  N.  Y.  C.  et  al. 
11110  (Sub.  No.  8)— The  Atlas  Portland  Cement  Co.  vs.  C.  N.  E.  et  al. 
April  11 — Washington,  D.  C. — Examiner  Carter: 

*  12224 — P.  Burns  &  Co.,  Ltd.,  vs.  C.  &  O.  Ry.  et  al. 

*  12224  (Sub.  No.  1)— P.  Burns  &  Co.,  Ltd.,  vs.  B.  &  O.  R.  R.  et  al. 

*  12224  (Sub.  No.  2) — P.  Burns  &  Co.,  Ltd.,  vs  Director  General. 
April  11 — New  York,  N.  Y. — Examiner  Howell: 

'•  12184 — A.  W.  Hillebrand  Co.  vs.  Director  General. 
'    12187— A.  W.  Hillebrand  Co.  vs.  Director  General. 

*  12188 — A.  W.  Hillebrand  Co.  vs.  Director  General. 
April  11 — Tulsa,  Okla. — Examiner  McGrath: 

*  12228 — Bradford  Rig  and  Reel  Co.  vs.  A.  T.  &  S.  F.  et  al. 

*  12218 — Empire  Refineries,  Inc.,  vs.  A.  T.  &  S.  F.  and  Director  Gen- 

eral. 

*  12265 — Empire  Refineries,  Inc.,  et  al.  vs.  T.  &  P.  Ry.  et  al. 

*  12240 — Phoenix  Refining  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

Dallas,  March  28th,  conference  Initiated  by  Texas  State  Legislature  and  Railroad  Commission  between  carriers  and  shippers  of  Fruits 

and  Vegetables,  Interstate  Commerce  Commission  Examiner  to  preside.    Will  be  of  Interest 

to  shippers  of  Fruits  and  Vegetables  everywhere. 

Official  transcripts  of  the  testimony  taken  in  proceedings  Company,  official  reporters   to  the  Commission,   Woolworth 

of  the  Commission  (see  Docket  of  the  Commission  in  each  Building,  New  York  City. 

issue  of  The  Traffic  World)  throughout  the  country  except  The  charge,  as  fixed  by  the  Commission,  is  12%  cents  per 

Washington  can  be  had  only  from  The  State  Law  Reporting  page  for  each  copy  furnished. 
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Tariff  Information 


Blakely  Printing  Co. 

418  So.  Market  St. 

Chicago  Railway  Printing  Co. 

720  So.  Dearborn  St. 

Excelsior  Printing  Co. 

732  Federal  St. 

The  Faithorn  Company 

500  Sherman  St. 

Faulkner-Ryan  Company 

712  Federal  St. 

Gunthorp-Warren  Printing  Co. 

132  So.  Clark  St. 

Hedstrom-Barry  Co. 

618  Sherman  St. 

Hillison  &  Etten  Co. 

638  Federal  St. 

F.  J.  Riley  Printing  Co. 

501  So.  La  Salle  St. 

Henry  O.  Shepard  Co. 

632  Sherman  St. 


HE  additional  Tariff 
facilities  that  you  will 
need  at  the  last  mo- 
ment are  in  Chicago. 

The  plants  below  have 
a  capacity  of  40, 000 
pages  per  month. 

Get  in  touch  with  one 
or  more  of  them  now 
so  that  you  are  estab- 
lished as  a  regular 
buyer  in  the  largest 
tariff  market  in  the 
world. 
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April  11 — Indianapolis.  Ind. — Examiner  Steer: 

*  11894 — Indiana  rates,  fares  and  charges. 
April  11 — Chicago.  111. — Examiner  McQuillan: 

*  I.  and  S.  1309 — Transit  privileges  on  grain  at  Chicago  district  stop- 

over  points. 

*  12157 — Kansas  Rock  Salt  Co.  vs.  A.  T.  &  S.  F.  Ry.  et  al. 

*  12163 — Kansas  Rock  Salt  Co.  vs.  Director  General. 

*  12164 — Kansas  Rock  Salt  Co.  vs.  Director  General. 
April   11 — Louisville,  Ky. — Examiner  Hosmer: 

»  12253 — The    Goodwin    Preserving   Co.,    Inc.,    vs.    Louisville    Bridge    & 

Terminal  Ry.  et  al. 
April  11 — Lincoln,  Neb. — Examiner  Wilson: 

12262 — National  Supply  Co.  vs.  C.  B.  &  Q.  R.  R.  et  al. 
April  11 — St.  Louis,  Mo. — Examiner  Wagner: 

12155 — Walsh  Fire  Clay  Products  Co.  vs.  Director  General. 

12167— Walsh  Fire  Clay  Products  Co.  vs.  C.  &  A.  R.  R.  et  al. 

12216 — Walsh  Fire  Clay  Products  Co.  vs.  C.  &  A.  R.  R.  et  al. 

12151 — Corn  Products  Refining  Co.  vs.  Director  General. 
April   11 — Baton  Rouge,   La. — Examiner  Archer: 

12191 — St.   Tammany  Ice  and  Manufacturing  Co.,   Ltd.,   vs.   Director 

General. 
April  11 — Lancaster,  Pa. — Examiner  Satterfield: 

12267 — Lancaster  Steel  Products  Corp.  vs.  B.  &  O.  et  al. 
April  12 — Washington.  D.  C. — Examiner  Carter: 

*  12121 — Ft.   Smith.  Subiaco  &  Rock  Island  R.  R.   Co.  vs.  Aberdeen  & 

Rockflsh  et  al. 
April  12 — New  York,  N.  Y. — Examiner  Howell: 

*  12154 — New  York  and  New  Jersey  Lubricant  Co.  vs.  L.  V.  R.  R.  et  al. 

*  12234 — The  Barrett  Co.  vs.  B.  &  O.  et  al. 
April   12 — Chicago.   111. — Examiner  McQuillan: 

*  12189 — Indiana   Reduction    Co.    vs.    Director  General. 

*  12182 — Darling  &  Co.  vs.  Director  General. 

April  12 — St.  Louis,  Mo. — Examiner  Wagner: 

*  12215 — East  St.  Louis  Stone  Co.  vs.  Alton  &  Southern  et  al. 

*  12226 — Mid-Continent  Equipment  and  Machinery  Co.  vs.  M.  &  O. 

*  Portions  of  fourth  section  application  2138,  M.  &  O.  R.  R. 
12205 — Pioneer  Cooperage  Co.  et  al.  vs.  B.  &  O.  et  al. 

April  12 — Tulsa.  Okla. — Examiner  McGrath: 

*  12161 — Standard  Asphalt  and  Refining  Co.  vs.  Director  General  and 

Mo.  Pac. 

*  12181 — Standard  Asphalt  and  Refining  Co.  vs.  Midland  Valley  et  al. 

*  12199 — Standard  Asphalt  and  Refining  Co.  vs.  Mo.  Pac.  et  al. 

*  12251 — Standard  Asphalt  and  Refining  Co.  vs.  Mo.  Pac.  et  al. 
April   12 — Omaha,   Neb. — Examiner  Wilson: 

11658— Ezra  W.  Oooke  vs.  C.  B.  &  Q. 
April  12 — Lake  Charles,  La. — Examiner  Archer: 
7294 — The    Independent    Co-operative    Lumber    Co.     vs.     Louisiana 

Western  et  al. 
8498 — The    Independent    Co-operative    Lumber    Co.    vs.    Abilene    & 

Southern  et  al. 
April  13 — New  York,  N.  Y. — Examiner  Howell: 

*  12270 — Cheseborough  Mfg.  Co..  Consolidated,  vs.  P.  R.  R.  et  al. 

*  12238 — Standard  Shipbuilding  Corp.  vs.  Central  of  New  Jersey. 
April   13 — St.  Louis.  Mo. — Examiner  Wagner: 

*  12241 — Standard  Pencil  Co.  vs.  Director  General. 

*  12255 — Southern  Acid   and   Sulphur   Co.    vs.   Arizona  &   New  Mexico 

et  al. 


April  13 — Chicago,  111. — Examiner  McQuillan: 

*  12222— Wm.  L.  Carney  vs.  Director  General  and  C.  T.  H.  &  S.  E. 

*  12247— Wilson  &  Co.,  Inc.,  of  Tenn.,  vs.  A.  T.  &  S.  F.  et  al. 
April  13 — Binghamton.  N.  Y. — Examiner  Satterfield: 

*  12243 — Endicott-Johnson  Corporation  vs.  Erie. 
April  13 — Paducah,  Ky. — Examiner  Hosmer: 

*  12190— A.  B.  Smith  et  al.  vs.  111.  Cent,  et  al. 
April  13 — Boise,  Ida. — Examiner  Pattison: 

12166— Boise  Gas  Light  and  Coke  Co.  vs.  D.  &  R.  G.  et  al. 
April  13 — Argument  at  Washington,  D.  C. : 

11554 — Foster  Lumber  Co.  vs.  Director  General. 

11792— Swift  &  Co.  vs.  C.  B.  &  Q.  et  al. 

11459 — A.  M.  Todd  Co.  vs.  Ann  Arbor  et  al. 

I.   and   S.   1296 — Interchangeable  acceptance  of   60-trip   commutation 

tickets. 
April  14 — Chicago,  III. — Examiner  McQuillan: 

*  12259 — Sargeant   Coal   Co.    et   al.    vs.    Evansville,    Suburban   &    New- 

burgh  Ry.  et  al. 

*  12260— The  Loewenthal  Co.  et  al.  vs.  C.  &  N.  W.  et  al. 


RETURN    OF    PRIVATE    CARS 

In  Supplement  No.  4  to  Circular  CSD-87,  W.  L.  Barnes,  ex- 
ecutive manager  of  the  car  service  division  of  the  A.  R.  A., 
says  to  railroads: 

"The  principle  established  in  per  diem  Rule  16,  affecting 
railroad-owned  cars,  that  an  embargo  may  not  be  laid  on  empty 
cars  returning  home  in  accordance  with  car  service  rules, 
should  apply  in  a  similar  way  to  the  return  to  owners  of  pri- 
vately-owned cars. 

"A  road  on  whose  rails  private  cars  are  properly  'at  home" 
may  not  place  an  embargo  against  the  return  empty  movement 
of  such  cars.  The  obligation  to  provide  necessary  storage 
space  for  surplus  private  cars  is  a  matter  between  the  owner 
of  the  cars  and  the  railroad  on  whose  rails  the  industry  is  lo- 
cated. If  storage  space  on  other  roads  is  necessary  it  should 
be  arranged  by  direct  negotiation." 


STATISTICS  OF  COMMON   CARRIERS 

The  Commission  has  announced  that  the  preliminary  ab- 
stract of  statistics  of  common  carriers  for  the  calendar  year  1919 
is  now  in  print  and  that  copies  may  be  obtain  from  the  Super- 
intendent of  Documents,  Government  Printing  Office,  Washing- 
ton, D.  C. 


A.   B.  &  A.  SERVICE    RESUMED 

It  was  announced  March  21  that  the  Atlanta,  Birmingham  & 
Atlantic  Railway,  train  service  of  which  was  interrupted  by  a 
strike  March  5,  has  resumed  local  passenger  and  freight  train 
service  on  all  parts  of  its  line  and  it  is  expected  that  through 
passenger  and  freight  train  service  will  be  resumed  shortly. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING      BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate    and    Foreign    Commerce 

Specialist  *  Counsellor 

Rate  Analysis— Claims 

Transportation  971  SPITZER  BLDG. 

Trackage  Arrangements — Demurrage     TOLEDO,  OHIO 

General  Matters  Relating  to  State, 

Interstate  and  Foreign  Commerce 


QBOEOK  N.  BROWN 


GEORGE  L.  BOYLE 


BROWN  &  BOYLE 
Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  Adjustment! 

and  Practice  before  the  Interstate 

Commerce  Commission. 

Southern  Building,  Washington,  D.  O 

Telephone  Main  8702 


GEO.    T.    BELL 

COMMERCE  COUNSEL 

1919-1921,  Executive  Vice-President,  North- 
ern West  Virginia  Coal  Operators'  Associa- 
tion; 1914-1919.  Attorney-Examiner,  Inter- 
State  Commerce  Commission;  1909-1919, 
Commerce  Counsel  for  various  commercial 
organizations  and  shippers  of  Missouri  River 
cities. 
MUNSEY  BUILDING,  WASHINGTON,  D.  C. 


Harvey  B.  M.  Wilds  Leo  Wing 

WILDS  AND  WING 

ATTORNEYS  AND  COUNSELORS 

Seven  years'  experience  in  all  branches 
of  transportation 

Penobscot  Bldg.  DETROIT,   MICH. 

Phone  Cherry  638 


CHARLES  H.  LAMPEN 

Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


Hickoz  Bldg., 


CLEVELAND,  O. 


CHAS.  E.  COTTERILL 
COMMERCE  COUNSEL 

Suit*     112O    Hurt    Building 

ATLANTA,  GA. 


ARTHUR  B.  HAYES 

ATTORNEY  AT  LAW 
Colorado  Building,  Washington,  D.  C. 
Former  Mtmber  of  the  Department  ef  JuttlM  •• 

lollcltor  of  Internal  Revenue 

Interstate    Commerce    Litigation    a 
Specialty 

CLYDE  N.  THOMPSON 

INDUSTRIAL  TRAFFIC   MANAGER 

All     Traffic     and     Transportation     matters. 

Traffic  Service  Rendered  on  monthly 

basis.   Correspondence  solicited. 

McGLONE,    Monroe    County,    West    Virginia 


KARL  KNOX  GARTNER 

(For  a  number  of  yean  Attorney  and  Btramlner,  Interstate 
Commerce  Commission,  and  prior  thereto  encaged  la  ttM 
practice  of  lav  at  Louisville,  Ky.) 

Special  attention  to  matters  before  the  Interstate 
Commerce  Commission,  Income  Tax  Unit,  Federal 
Trade  Commission.  United  States  Shipping  Board, 
Federal  Court*. 

701-706  WOODWARD  BLDG.,  WASHINGTON 


Wilbur  LaRoe,  Jr. 

Commerce  Counsel 
Southern  Building        Washington,   D.  C. 


EDWARD  A.  HAID 

ATTORNEY    AT    LAW 

1411-16    Liberty   Central    Trust    Building, 

St.  Louis,  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claims. 


April  2,  1921 


THE    TRAFFIC    WORLD 


EDITORIAL 


K    and    tho    railroads—  Labor    Board    and    the    public— 
Solutions  for  the  railroad  problem   ..........................     693 

CURRENT  TOPICS   IN   WASHINGTON 

The  Wcnatchee  reparation  decision—  Railroads  lose  but  win— 
The  tarlft  on  iron  and  steel  —  Fads  and  faddUta  on  the  Com- 
mission— Hughes   will    Insist   on    a   seat   at   the   table  —  Too 
much  rovernment   management   ............................     697 

DECISIONS  OF  THE  COMMISSION 

Northern  W.  Va.  Coal  Operators'  Assn.  vs.  I>.  K.  It.  <•!  al.; 
case  6696:  distribution  of  coal  cars  (60  I.  C.  C.  569-G75)..  i.n 

Oklahoma  Petroleum  and  gasoline  Co.  vs.  A.  T.  &  S  I  |j 
al.;  case  10690;  also  10647,  Cosden  &  Co.  et  al.  vs.  A.  C.  & 
Y.  et  al.;  caustic  soda  (60  I.  C.  C.,  750-756)  .......  .  699 

Uon  Coal  Co.  vs.  Utah  Ry.  Co.  et  al.;  case  10228;  also  fif- 
teenth sect.  app.  of  rtnh  Ky.  Co,;  coal  (60  I.  C.  C..  674-682)  700 

Sloss-Shfflield   Steel  and  Iron  Oo.  et  al.   vs.  L,.  &   N.   ft   nl.  : 


case  4800:  pig  Iron  (60  I.  C.  C..  595-599)  

Allegheny  Steel  Co.  vs.  P.  R.  R.;  case  107-13;  switching  and 

spotting  (60  I.  C.  C.,  575-578)  

\Virhita  Board  of  Commerce  et  al.  vs.  A.  &  \V.  et  al.:  case 


700 
700 
701 


.       .      . 
11018;  horses  and  mules  (60  I.  C.  C..  536-542)   

Downey  Ship  Building  Corporation  vs.  Staten  Island  Itaptd 
Transit  Ry  Co.  et  al.;  case  10311;  also  Sub.  No.  1,  Trustees 
in  Liquidation  of  Milliken  Bros..  Inc..  vs.  Same:  switching 
and  spotting  (60  I.  C.  C.,  543-548) 701 

Beall,  William  Wylii'.  vs.  Wheeling  Traction  Co.;  case  11299: 
also  Sub.  No.  1.  Charles  J.  Schuck  vs.  Same:  passenger 
fares  (60  I.  C.  C.,  600-608)  701 

Inland  Steel  Co.  et  al.  vs.  A.  T.  &  S.  K.  et  al.:  case  10595; 
iron  and  steel  articles  (60  I.  C.  C..  640-642) 701 

Atlantic  Paper  and  Pulp  Corp.  vs.  N.  O.  G.  N.  ct  al.:  case 
10928;  wood  pulp  (60  1.  C.  C.,  671-673)  701 

Hines.  Edward,  Lumber  Co.  et  al.  vs.  B.  &  O.  et  al. ;  case 
10756;  lumber  (60  I.  C.  C.,  590-595)  702 

Meridian  Traffic  Bureau  et  al.  vs.  A.  &  V.  et  al.;  case  11363; 
blackstrap  molasses  (60  I.  C.  C.,  549-550)  202 

Pearson,  J.  M.,  vs.  M.  K.  &  T.  of  Tex.  et  al.;  case  11117; 
crushed  stone  (60  I.  C.  C..  619-620)  702 

Dewey  Portland  Cement  Co.  vs.  A.  T.  &  S.  F.  et  al.;  case 
11158;  natural  stone  or  grinding  pebbles  (60  I.  C.  C.,  609-612)  702 

Buick  Motor  Co.  (division  of  the  General  Motors  Corporation) 
vs.  G.  T.  W.  et  al. ;  case  11356;  automobile  tire  carriers 
(60  I.  C.  C.,  669-670)  702 

French  Lick  Springs  Hotel  Co.  vs.  A.  &  W.  et  al. ;  case 
11361;  pluto  water  (60  I.  C.  C..  615-618)  702 

Century  Glass  Sand  Co.  vs.  Director  General;  case  11518; 
silica  sand  (60  I.  C.  C..  759-760)  702 

Meron,  L.  A.,  vs.  Director  General;  case  11904;  sand  (60 
I.  C.  O.,  725)  702 

Farmers  Fuel  Co.  vs.  C.  &  A.  et  al.;  case  11319;  coal  (60 
I.  C.  C.,  715-718)  702 

Lowry  Lumber  Co.  vs.  N.  Y.  N.  H.  &  H.  et  al.;  case  11315; 
also  No.  11315  (Sub.  No.  1),  Same  vs.  New  York,  New 
Haven  &  Hartford  R.  R.  Co.  et  al.;  No.  11315  (Sub.  No.  2), 
Same  vs.  New  York  Central  R.  R.  Co.  et  al. ;  No.  11315  (Sub. 
No.  3),  Same  vs.  New  York,  New  Haven  &  Hartford  R.  R. 
Co.  et  al.;  lumber  (60  I.  C.  C..  718-719)  702 

DuPont,  E.  I.,  de  Nemours  &  Co.  vs.  Director  General;  case 
11448;  also  Sub.  No.  1,  Same  vs.  Same;  crushed  rock  (60 
I.  C.  C.,  621-622)  703 

Harlem  Feed  and  Grocery  Co.  vs.  L.  V.;  case  10763:  storage 
on  grain  and  products  (60  I.  C.  C..  652-654) 703 

Procter  &  Gamble  Manufacturing  Co.  vs.  Pa.  R.  R.  et  al. ; 
case  11256;  silicate  of  soda  (60  I.  C.  C.,  613-614) 703 

Empire  Cotton  Oil  Co.  vs.  C.  &  L.  et  al. ;  case  11381;  cotton- 
seed (60  I.  C.  C..  661-662)  703 

Acme  Cement  Plaster  Co.  vs.  Ft.  W.  &  D.  Cy.  et  al.;  case 
11114:  gas  oil  (60  I.  C.  C.,  659-660)  703 

Union  Petroleum  Co.  vs.  Ft.  W.  &  D.  Cy.  et  al.;  case  11185; 
gasoline  (60  I.  C.  C.,  655-656)  703 

Tarver,  Steele  &  Co.  vs.  St.  L.  S.  W.  et  al.;  case  11334;  cotton 
(60  I.  C.  C.,  666-668)  703 

Greater  Belleville  Board  of  Trade  et  al.  vs.  E.  St.  L.  & 
Suburban;  case  11022;  passenger  fares  (60  I.  O.  C.,  741-746)  703 

Electric  Coal  Co.  et  al.  vs.  C.  &  E.  I.  et  al.:  case  10982:  coal 
(60  I.  C.  C..  683-686)  703 

Bissinger  &  Co.,  Inc.,  vs.  U.  P.  et  al. ;  case  11310;  green  salted 
hides  (60  I.  C.  C.,  657-658)  704 

Armour  &  Co.  vs.  Am.  Ry.  Express  et  al. ;  case  11217;  oleo- 
margarine (60  I.  C.  C..  663-665)  704 

TENTATIVE   REPORTS  OF   I.   C.   C. 

Missouri  Portland  Cement  Co.  vs.  Director  General  et  al. : 
case  11820;  sand — Armour  &  Co.  vs.  O.  S.  L.  et  al.:  case 
11797;  fresh  meat — E.  I.  DuPont  de  Nemours  &  Co.  vs. 
Pa.  R.  R.  et  al. ;  case  11918:  sulphuric  and  muriatic  acid — 
Chevrolet  Motor  Co.  of  Calif,  vs.  U.  P.  et  al.:  case  11738: 
starting  device — Armour  &  Co.  vs.  D.  B.  C.  &  W.  et  al.: 
case  11795;  salt — Barrett  &  Zimmerman  vs.  C.  R.  I.  &  P. 
et  al. ;  case  11978:  steel  horse  collars — E.  M.  Wilhoit  Oil  Co. 
et  al.  vs.  Director  General;  case  11737:  petroleum  products 
—Silica  Sand  Prodcers'  Assn.  of  111.  vs.  C.  B.  &  Q.  et  al.: 
case  11683:  flint  pebbles- — Citizens'  Coal  Mining  Co.  vs. 
Director  General;  case  11781:  coal — Cairo  Assn.  of  Com- 
merce vs.  C.  St.  P.  M.  &  O.  et  al. ;  case  11529;  lumber,  etc. 
— Superior  &  Southeastern  Ry.  Co.  vs.  C.  St.  P.  M.  &  O. ; 
case  11850;  per  diem — Pillshury  Flour  Mills  Co.  et  al.  vs. 
Director  General;  case  11547:  barley  flour — Miller  Bros.  vs. 
St.  L.-S.  F.  et  al.;  case  8078;  stock  cattle— United  Iron 
Works,  Inc.,  vs.  Mo.  Pac.  et  al. ;  case  11806;  sand — Heggem 
&  Davis  et  al.  vs.  A.  T.  &  S.  F.  et  al.;  case  11604;  pig  iron 
— E.  I.  DuPont  de  Nemours  &  Co.  vs.  W.  J.  &  S.  S.  et  al.: 
case  11618:  zinc  lined  wooden  boxes — Morris  &  Co.  vs. 
Director  General;  case  11867:  frozen  beef — United  Iron 
Works,  Inc.,  vs.  A.  T.  &  S.  F.  et  al. :  case  11496;  Kansas 
rate  adjustment — C.  &  E.  I.  vs.  St.  L.-S.  F. ;  case  11825; 
divisions — Oxford  Paper  Co.  et  al.  vs.  Director  General: 
case  11681:  coal — Birmingham  Packing  Co.  vs.  N.  O.  & 

X.  E.  et  al.;  case  11854;  cattle  and  hogs 706 

LOSS  AND   DAMAGE   DECISIONS    717 

MISCELLANEOUS    TRAFFIC    DECISIONS    717 

PERSONAL    NEWS    AND    NOTES 725 

QUESTIONS    AND    ANSWERS 719 

LOSS   AND   DAMAGE   CLAIMS— By   C.    H.   Dietrich 723 

THE    OPEN    FORUM 727 

NEW     COMPLAINTS     73« 

DOCKET  OF  THE   COMMISSION    .  .     740 


MID-WEST  Box  COMPANY 


Look  for 

the 
Trade  Mark 


Use 

Triple  Tape 
Corners 


Corrugated 
Fibre-Board 
Products 

Solid  Fibre 

Containers 

MID -WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 


GENERAL  OFFICES: 
1337  Con  way  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Rokomo,  Ind. 

We  operate  our  own  boxboard  and  strawboard  mills 


690 


THE    TRAFFIC    WORLD 


Vol.  XXVII,  No.  14 


JUST  OFF  THE  PRESS 

GARTNER'S  COMMENTARIES 

ON  THE 

INTERSTATE  COMMERCE  ACT 

By  KARL  KNOX  GARTNER 

Formerly  Attorney  and  Examiner,  Interstate  Commerce  Commission 


S_ze  6x9,  173  pages 
Bound  in  Law  Buckram 


A  BOOK  YOU  HAVE  BEEN  WANTING 

Invaluable  to  those  Interested  in  Legislation 

Affecting  Our  Great  System  of 

Transportation  Lines 


The  Transportation  Act,  1920,  greatly  changed 
and  extended  the  jurisdiction  and  powers  of  the 
Interstate  Commerce  Commission.  A  mere  read- 
ing of  the  Transportation  Act  alone  will  not  dis- 
close what  changes  have  been  made.  In  Gartner's 
Commentaries  the  changes  are  shown,  section  by 
section.  The  author  has  pointed  out  the  probable 
effect  of  the  changes  and  made  recommendations 
as  to  further  amendments  that  should  be  made. 


The  Act  to  Regulate  Commerce  (the  old  Act)  and 
the  Interstate  Commerce  Act  (the  new  Act),  in  paral- 
lel columns,  section  by  section,  are  published  as  an 
Appendix  to  the  book.  The  text,  with  such  an  ap- 
pendix, both  completely  indexed,  present  a  reference 
book  that  should  be  of  daily  use  to  you. 

Mr.  Gartner's  long  and  intimate  contact — as  a  lawyer 
of  the  Commission — with  the  administering  of  the  old 
Act  to  Regulate  Commerce,  exceptionally  qualifies  him 
as  an  authority  on  legislation  affecting  the  railroads. 


ONLY  ONE  THOUSAND  COPIES  HAVE  BEEN  PRINTED.  SEND  YOUR  ORDER  TODAY. 

PRICE  $3.00  Postpaid 

We  guarantee  to  refund  your  money  promptly  if  the  book  is  not  entirely  satisfactory  and  is 
returned  to  us  in  good  condition  -within  five  days. 

THE  TRAFFIC  PUBLISHING  COMPANY      -      150  Lafayette  Street,  New  York  City 

Itie 

FREIGHT  TRAFFIC  RED  BOOK 

A  PRACTICAL   Reference   Book   for  Those  Actively 

Engaged  in  Traffic  Work;    an    Everyday 

Guide   for  the   Snipper. 


UNDER  ONE  COVER: 


1. 


TRAFFIC  GLOSSARY  of  over  450  Traffic  Terms  and  Phrases.     Explanation  of 

over  500  Traffic  Abbreviations. 
THE  FUNDAMENTAL  PRINCIPLES  of  Freight  Rates,  Rate  Territories,  Rate 

Bases,   Freight   Classification,    Freight    Tariffs,    Freight    Claims,    Diversion    and 

Reconsignment,    Switching,    Demurrage,    Weights    and    Weighing,    Export    and 

Import  Traffic,  etc. 

ACTS    OF    CONGRESS    and    INTERSTATE    COMMERCE    COMMISSION'S 
RULES  relating  to  Railroad  and  Steamship  Transportation. 

AN  APPENDIX  including  reproductions  of  Standard  Traffic  Forms,  List  of  Tariff 

Publishing  Agents  and  Miscellaneous  Tables. 
WITH  A  COMPLETE  CROSS-REFERENCE  INDEX. 


2. 


3. 


4. 


YOUR  INDEX  FINGER  IS  THE  KEY  TO  The  FREIGHT  TRAFFIC  RED  BOOK 


PRICE  $6.00  Postpaid 

We  guarantee  to  refund  your  money  promptly  if  the  book  is  not  entirely  satisfactory  and  is 
returned  to  us  in  good  condition  within  five  days. 

THE  TRAFFIC  PUBLISHING  CO.,  150  Lafayette  St.,  N.  Y.  City 


0/> 

FREtGfe$jfo\FFIC 


Size  8x11,  428  pages 
Bound  Full  Cloth 


April  2,  1921 


THE    TRAFFIC    WORLD 


691 


M.M.CO.IIS  fc 


m  1ANU  -ACT  m  COM 


\ 


\\3ENERAL, 


UKS  /in 


The  Faithful  Servant 

of  a  Thousand  Industries 

This  seventy-ton,  all-steel,  drop  bot- 
tom gondola,  with  extra  heavy  con- 
struction throughout,  made  for  a  large 
steel  concern,  is  an  example  of  the  Gen- 
eral American  standard  coal  car. 

The  General  American  Car  Company 
designs  and  builds  all  kinds  of  cars, 
whether  intended  for  ordinary  pur- 
poses, such  as  hauling  coal,  freight, 
grain  or  stock,  or  for  some  uncommon 
purpose  connected  with  a  particular 
business. 

Purchasing  agents  and  executives  of 
railroads  and  manufacturing  companies 
are  invited  to  consult  the  Company's 
engineers  on  any  question  of  car  build- 
ing, without  incurring  any  obligation. 

GENERAL  AMERICAN  GAR  COMPANY 

Subsidiary  of  The  General  American  Tank  Car 
Corporation 

General  Office* :  Har ri •  Trust  B Idg .,  Chicago,  U.  S.  A. 

Sale*  Office* :  1 7  Battery  Place,  New  York ; 
24  California  St.,  San  Francisco 

Cable  Addreu :  "  Gentankar.  Chicago" 
All  Code. 


GENERAL  AMERICAN  CARS 


692 


THE    TRAFFIC    WORLD 


Vol.  XXVII,  No.  14 


2000  Miles  in  Five  Minutes 


SEND  a  case  of  your  product  on 
this  trip.     Give  it  the  jars,  bumps,  and 
knocks  it  encounters  from  draymen,  freight 
handlers,  rough  riding  freight  cars,  the  shock 
of  quick  stopping  of  heavy  equipment,  etc. 

In  Jive  minutes  a  haul  of  2,000 
miles  is  actually  simulated  by  means  of  a 
large,  hollow,  revolving  drum  on  the  inside 
of  which  are  scientifically  constructed 
hazards  to  give  the  case  the  severest  tests  it 
would  get  in  actual  transit. 


This  is  a  new  way  to  test  your 
shipping  case — a  way  to  eliminate  many 
transportation  losses  and  damage  claims. 

It  is  but  one  of  the  methods  used 
in  an  investigation  of  the  materials  and  con- 
struction of  shipping  cases  which  is  now 
being  conducted  by  the  Container  Club. 

The  tests  are  made  at  the  Mellon 

Institute  of  Industrial  Research  at  the  Uni- 
versity of  Pittsburgh,  where  an  Industrial 
Fellowship  is  maintained,  with  full  labora- 
tory and  testing  apparatus. 


A  Free  Service 

Your  shipping  problems  can  be  solved.  We 
shall  be  glad  to  tell  you  what  is  to  be  done  in  send- 
ing sample  cases  of  your  goods  to  the  testing  labora- 
tory. Write  and  avail  yourself  of  this  free  service. 


THE  CONTAINER  CLUB 


An  Association  of  Corrugated  and  Solid  Fibre 
BOX   MANUFACTURERS 


608  South  Dearborn  Street 


Chicago,  III. 


The  Traffic  World 

ISSUED  EVERY  SATURDAY  BY 

THE  TRAFFIC  SERVICE  CORPORATION,  CHICAGO,  ILL 

(Copyright.    1*21    fWteenth  Y«ar) 
A  working  tool  for  traffic  men.  both  industrial  and  railroad;  a  national  journal  of  transportation  news;  independent  as  between  carrier  and  shipper 


Vol.  XXVII 


SATURDAY,  APRIL  2,   1921 


No.  14 


E.  f.  HAMM.  President  W.  C.  TYLER.  Secretary/Treasurer 

HENRY  A.  PALMER.  Editor  E.  C.  VAN  ARSDEL.  Business  Manager 

H.  W.  KELLOGG.  Advertising  Manager 
B.  J.  HAMM.  Manager,  A.  E.  HE1SS.  Chief. 

Special  Service  Department.  Washington  Washington  News  Bureau 

All  subscriptions  are  payable  in  advance  and  renew  automatically  at  end  of  period  unless 
notification  to  contrary  is  given. 

All  remittances  should  be  made  payable  to  order  of  THE  TRAFFIC  SERVICE  COR. 
PORATION,  Chicago,  and  should  be  in  Chicago  or  New  York  exchange. 

TERMS  OF  SUBSCRIPTION 

ONE  YEAR 110.00 

SIX  MONTHS 6.00 

THREE  MONTHS 3.00 

SINGLE  COPY 25 


418-430  South  Market  Street, 
CHICAGO,  ILL. 


Colorado  Building, 
WASHINGTON,  D.  C. 


HARDING  AND  THE  RAILROADS 

President  Harding  has  called  into  conference  with 
him  Chairman  Barton,  of  the  Railroad  Labor  Board,  and 
Chairman  Clark,  of  the  Interstate  Commerce  Commis- 
sion, to  consider  the  railroad  problem.  We  are  not  in 
the  confidence  of  the  President  but  we  venture  the  as- 
sertion that  he  did  not  call  this  conference  for  the  pur- 
pose of  advising  any  particular,  course  of  action  or 
wielding  any  sort  of  stick,  big  or  otherwise,  to  bring 
about  the  adoption  of  any  particular  view  of  his  own 
or  his  party,  but  merely  that  he  might  inform  himself  as 
to  the  facts  of  a  situation  that  is  becoming  more  serious 
every  day  and  that  cannot  be  ignored  by  anyone  who 
would  understand  economic  conditions,  much  less  one 
who  is  charged  in  the  public  mind  with  a  certain  respon- 
sibility for  those  conditions.  We  have  no  doubt  that 
President  Harding  also  entertains  a  hope  that  through 
this  conference  some  line  of  procedure  may  be  developed 
that  will  be  for  the  better.  That  is  the  kind  of  man  the 
President  seems  to  be— one  who  seeks  advice  'and  at- 
tempts to  bring  about  cooperation,  rather  than  one  who 
knows  just  what  ought  to  be  done  and  proceeds  to  im- 
pose his  ideas  on  everybody  else. 

Of  course,  the  President  has  no  authority  to  order 
either  the  Labor  Board  or  the  Commission  to  do  any 
particular  thing.  They  are  their  own  masters  except  as 
Congress  may  give  them  instructions.  And  yet  the 
members  of  both  bodies  are  appointed  by  the  President 
and,  under  our  system  of  government,  it  is  possible, 
when  a  President  wishes,  to  exercise  considerable  prac- 
tical power  of  coercion,  whether  there  be  legal  power  or 
not.  But,  as  we  have  said,  there  seems  to  be  nothing  of 
this  sort  in  the  air  and  the  conference  may  be  taken  for 
just  what  it  appears  on  the  surface  to  be.  We  think  the 
President  has  taken  a  proper  and  wise  course  and  we  see 
possibilities  for  good  in  the  conference.  If  nothing  more 
results,  the  President  will  at  least  gain  some  valuable 
'information  with  respect  to  an  important  situation. 
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The  rate  situation  is  becoming  more  and  more  one 
in  which  officials  of  government  not  immediately 
charged  with  transportation  duties  and  responsibilities 
may  be  expected  to  and  must  interest  themselves  as 
some  of  the  effects  of  the  high  freight  rates  now  in  force 
become  increasingly  manifest.  For  instance,  the  high 
domestic  freight  rates  on  certain  commodities  of  import 
are  making  the  cost  of  transportation  to  the  Atlantic 
seaboard  higher  than  the  cost  of  ocean  transportation 
from  the  foreign  countries  from  which  those  same  com- 
modities can  be  and  are,  under  certain  conditions,  ob- 
tained. The  "certain  conditions"  are  said  to  exist  now 
and  the  only  way  to  protect  domestic  trade  from  the 
encroachments  of  foreign  competition  is  by  cither  a  re- 
duction in  freight  rates  or  building  a  tariff  wall  suffi- 
ciently high  to  shut  out  the  foreign  product,  regardless 
of  the  difference  in  transportation  cost.  Thus  the  cus- 
toms tariff  becomes  involved,  interesting  politicians  and 
economists  who,  perhaps,  never  before  thought  seriously 
about  freight  rates. 

Representations  are  also  being  made,  with  some  de- 
gree of  force,  that  the  high  freight  rates  are  operating  in 
other  ways  to  retard  business,  chiefly  through  causing 
the  price  to  mount  until  the  consumer 'will  not  buy.  \\ \ 
think  cases  of  that  sort  are  exceptional,  but  it  is  a  fact, 
nevertheless,  that  many  people  attribute  the  falling  off 
in  business  chiefly  to  the  advances  in  freight  rates  and 
that  there  is  merit  behind  some  of  the  cases  cited.  So 
the  matter  has  become  one  of  general  economic  interest 
rather  than  merely  a  question  of  transportation  which, 
though  important,  as  such  questions  may  be  and  have 
been  in  the  past,  still  would  appeal  only  to  those  with 
expert  transportation  knowledge.  It  is  not,  then,  to  be 
wondered  at  that  the  President  has  adopted  the  unusual 
course  of  calling  into  conference  the  chairmen  of  the 
two  federal  bodies  that  deal  with  the  railroads. 

What  the  President  might  learn  from  his  talk  with 
Mr.  Clark  and  Mr.  Barton  we  and  our  readers  already 
know.  It  is  that  the  present  rates  were  fixed  by  the 
Commission  in  compliance  with  the  law  and  economic 
necessity  with  the  purpose  of  assuring  the  carriers,  as 
a  whole,  something  of  an  adequate  revenue ;  that  this 
revenue  has  not  materialized  because  of  the  big  falling 
off  in  tonnage;  that  in  some  cases  the  high  rates  them- 
selves have  contributed  to  the  falling  off  in  business; 
that  the  railroads  are  seeking  to  reduce  operating  ex- 
penses in  every  way  possible,  especially  by  reduction  in 
labor  cost ;  that,  if  their  proposals  as  to  wages  .ire 
adopted,  their  revenue  situation  will  be  greatly  im- 
proved; that  if  those  proposals  arc  not  adopted  that  im- 
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Start  the  week  right.     Ship  over  the 

•  -  ^^fc    «'».?t . 


"THE  ROAD  OF  SERVICE" 

to  and  from 

Mobile,  Ala.,  New  Orleans,  La.,  Gulfport,  Miss.,  and  Interior 

Mississippi  Valley  Points. 


San  Diego  &  Arizona  Railway 

THE    SAN    DIEGO    SHORT    LINE 
Offers  a  New  Direct  Route  Between  San  Diego  and  Eastern  Cities 

This  new  line  in  connection  with  Southern  Pacific  and  its    Eastern  connections  forms  the 
shortest  transcontinental  line  to  any  California  port.     GIVE  IT  A  TRIAL. 

From  CHICAGO :  Through  package  cars  in  connection  with  Rock  Island,  El  Paso  &  Southwestern,  Southern 

Pacific,  care  S.  D.  &  A.,  El  Centre. 

From  NEW  ORLEANS,  KANSAS  CITY,  ST.  LOUIS:  Excellent  service,  without  delay,  to  San  Diego. 
From  NEW  YORK:  Sou.  Pac.  S.  S.  Line  (Morgan  Line),  care  S.  D.  &  A.,  El  Centre. 
From  other  points:  Direct  line  to  Southern  Pacific,  care  S.  D.  &  A.,  El  Centra. 

For  information  as  to  rates,  routes,  service,  etc.,  ask  any  railway  agent,  or  address: 
D.  W.  PONTIUS,  General  Manager 

t    SAN  DIEGO  &  ARIZONA  RAILWAY,  San  Diego,  Calif. 
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|in>\( 'incut  cannot  be  expected  until  there  is  a  revival  of 
business;  and  that,  even  with  a  revival  of  business,  un- 
less it  were  an  extraordinary  revival,  the  carriers  would 
-till  be  in  a  bad  way  unless  they  could  get  their  operat- 
ing expenses  down  materially. 

We  say  that  is  what  the  President  has  learned,  if 
hi-  did  not  already  know  it.  If  he  did  know  it  he  has 
had  his  knowledge  confirmed  by  expert  authority.  What 
will  he  wish  to  do  about  it  and  what  can  he  do  about 
it?  As  to  what  he  will  wish,  we  do  not  know.  We  think 
\vc  know  what  he  ought  to  wish.  He  ought  to  wish  for 
assurance  from  Chairman  Clark — so  far  as  Mr.  Clark 
can  give  it — that  the  Commission  will  proceed  at  once 
to  reduce  rates  wherever  it  can  be  shown  that  the  level 
<>f  the  rate  is  suppressing  business— this  for  the  benefit 
of  the  carriers  and  their  revenues  as  well  as  for  that  of 
tin-  shipping  public  oppressed  by  the  rates  in  question. 
lie  ought  to  wish  for  assurance  from  Chairman  Barton 
—so  far  as  Mr.  Barton  can  give  it — that  the  Labor 
Board  will  proceed  immediately  to  a  conclusion  in  the 
case  now  before  it  involving  the  abrogation  of  the  na- 
tional agreements  as  to  wages  and  working  conditions 
and  that  its  decision — at  least,  so  far  as  the  public  mem- 
bers are  concerned — will  be  based  on  broad,  economic 
and  not  selfish  or  narrow  grounds.  He  might  also  hope 
that  the  Labor  Board  would  reverse  its  decision  not  to 
allow  the  shipping  public  to  be  heard  on  this  matter.  He 
ought  to  wish  for  assurance  that  the  present  members 
of  the  Labor  Board  will  take  their  duties  seriously  and 
act  with  wisdom  in  the  knowledge  of  economic  facts  in 
all  the  wage  controversies  that  shall  come  before  them. 
He  has  the  power,  by  means  of  the  appointments  that 
will  soon  be  at  his  disposal,  to  do  something  toward  get- 
ting that  kind  of  Labor  Board  if  he  does  not  believe  the 
present  board  is  that  kind. 

How  far  could  Mr.  Clark  and  Mr.  Barton  go  in 
"delivering  the  goods"  if  that  sort  of  program  were  sug- 
gested by  the  President?  We  believe  Chairman  Clark 
could  speak  for  the  majority  of  the  Commission ;  not 
that  the  other  members  have  no  minds  of  their  own 
but  that  he  understands  what  those  minds  are  and  could 
properly  represent  them  to  the  President.  He  could 
probably  assure  the  President,  if  the  President  wished 
for  such  assurance,  that  the  Commission  would  take  the 
course  suggested.  It  has  already  signified  its  willing- 
ness to  listen  to  pleas  for  rate  reductions  on  the  ground 
of  interference  with  the  flow  of  traffic.  We  doubt  if 
Chairman  Barton  could  do  as  much.  He  could,  at  any 
rate,  carry  back  to  his  associates  the  President's  ideas 
and  wishes  and  he  might — if  he  is  that  kind  of  man — in- 
spire a  little  enthusiasm  and  desire  to  accomplish  some- 
thing in  his  fellow  members. 

That  is,  perhaps,  as  far  as  the  President  could  ex- 
pect to  go  and  as  much  as  he  could  hope  to  accomplish 
through  this  conference.  If  after  it,  however,  he  sees 
the  situation  as  we  see  it,  he  might  do  something  to  re- 
move the  idea  that  high  freight  rates  are  the  sole,  or  at 
least  the  principal,  cause  of  business  depression,  and  he 
might  use  his  influence  toward  bringing  about  the  right 
kind  of  railroad  inquiry  by  the  Senate  interstate  com- 
merce committee,  as  proposed  by  Senator  Cummins,  its 
chairman.  Further  than  that,  the  railroad  situation  may 


be  expected  to  improve  as  the  result  of  policies  worked 
out  by  the  present  administration  for  the  relief  of  the 
business  situation  generally. 

As  we  have  said  before,  we  think  no  major  legisla- 
tion is  necessary  for  the  cure  of  a  railroad  situation  that 
is  due  principally  to  business  conditions  beyond  con- 
trol and  that  must  depend  on  time  for  their  cure.  That 
cure  can  be  assisted  by  proper  realization  of  conditions 
on  the  part  of  the  two  railroad  boards  and  by  proper  ac- 
tion on  their  part,  and  by  the  same  kind  of  realization 
and  action  on  the  part  of  the  carriers  and  the  shippers. 
We  must  all  get  the  right  view  and  then  all  work  to- 
gether. If  President  Harding  can  help  bring  about  that 
sort  of  cooperative  effort  he  will  have  accomplished 
much. 


LABOR  BOARD  AND  THE  PUBLIC 

The  United  States  Railroad  Labor  Board  has  de- 
nied the  petition  of  the  National  Industrial  Traffic 
League  to  intervene  in  the  case  now  before  the  board 
involving  the  question  of  the  abrogation  of  the  so-called 
national  agreements.  Mr.  Walter,  attorney  for  the 
League,  demands  to  know  how  the  individual  members 
of  the  board  voted.  Probably  he  will  not  get  the  infor- 
mation he  seeks,  but  it  is  pretty  well  known  what  the 
line-up  was.  Presumably  the  three  labor  members 
voted  against  permitting  the  League  to  intervene;  pre- 
sumably the  three  railroad  members  voted  in  favor  of 
it;  if  this  is  correct  then  at  least  two  of  the  three  public 
members  voted  against  it.  Getting  names  would  only 
be  important  that  we  might  know  whether  all  of  the 
public  members  voted  together  or,  if  not,  which  two 
took  this  peculiar  view  of  the  question.  We  hope  Mr. 
Walter,  if  he  fails  to  get  this  information,  will  at  least 
have  "started  something"  that  may  result  in  the  Presi- 
dent appointing  a  real  public  representative  on  the 
board. 

Of  course,  in  a  sense,  the  Traffic  League  is  not  a 
party  to  the  question  at  issue  and  permitting  it  to  in- 
tervene might  open  the  way  for  others  to  demand  the 
same  privilege,  thus  prolonging  the  hearing.  This  argu- 
ment would  sound  better,  however,  if  the  board,  up  to 
date,  had  done  anything  that  evinced  the  slightest  evi- 
dence of  a  desire  for  speed.  It  has  droned  along  for 
months  when  the  crying  need  was  for  the  removal  of 
these  wasteful  agreements.  Everybody  knows  that  but 
the  Labor  Board,  and  everybody  admits  it  but  the  labor 
unions.  We  hope  Mr.  Barton's  visit  to  the  White  House 
may  result  in  his  returning  to  his  work  with  something 
like  a  "bug  in  his  ear."  Sometimes  it  almost  seems  de- 
sirable that  the  occupant  of  the  White  House  be  the 
kind  of  person  who  wields  a  club  rather  than  a  mild, 
reasonable  gentleman  who  believes  in  letting  others 
function  according  to  their  lights. 


SOLUTIONS  FOR  RAILROAD  PROBLEM 

Everybody  has  a  solution  for  the  railroad  problem 
and  everybody  has  a  right  to  his  own  views,  of  course. 
Perhaps  the  views  of  anyone  else  are  as  valuable  as  our 
own.  But  we  are  printing  one  in  our  Open  Forum  that 
seems  to  us  particularly  fanciful.  It  calls  for  an  actual 
capitalization  of  "brawn"  and  distribution  of  dividends, 
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instead  of  wages,  on  the  basis  of  that  capitalization.  The 
trouble  with  most  such  ideals  is  that  they  are  not  prac- 
tical. "If"  they  could  be  put  into  effect  they  might 
work,  but  that  big  "If"  prevents  a. lot  of  things.  Assum- 
ing that  this  particular  plan  would  be  beneficent,  if  oper- 
ative, how  in  the  world  is  it  going  to  be  put  into  effect? 
Who  is  going  to  guarantee  that  the  wage  earner  would 
accept  the  plan  or  that,  if  he  accepted  it  in  principle, 
he  would  take  anyone's  figure  as  to  the  capitalization  of 
his  effort? 

We  believe  we  shall  just  have  to  struggle  along 
with  the  old  idea  that  the  man  who  has  money  will  in- 
vest it  where  he  believes  he  can  make  a  profit  and  will 
hire  the  labor  he  needs  at  what  he  has  to  pay,  govern- 
ment only  intervening  to  see  that  he  does  not  oppress  or 
that  labor  does  not  exact  more  than  its  due  when  the 
question  between  capital  and  labor  affects  a  public- 
utility. 


"Diversion  or  Reconsignment  to  Points  Within  Switching 
Limits  Before  Placement.— Add  under  Application  the  following: 

The   term    "switching   limits"    as   used    in    these    rules   means   all 
locations  within  the  recognized  switching  limits  of  all  carriers  servini 
the    billed    destination,    and    not    merely    the    switching   limits   ot    the 
carriers  receiving  the  road  haul  movement. 

"Cancel  present  rule  8,  and  substitute  the  following: 
Rule  8.     Stopping  in  transit— notifying  consignee  of  cars  held  at 

(a?  Pu'a'car  Is  stopped  for  orders  for  the  purpose  of  delivery  or 
diversion    or    reconsignment    or    reforwarding    prior    to    the    arrival    i 
original  billed  destination,  or  if  such  destination  is  served  by  a  ti 
minal  yard,    then   prior  to  arrival   at   such   terminal  yard,    on    reque 
of  consignor,  consignee,  or  owner,  the  following  charges  will  be  made 
for  the  service:     In  Groups  1   and   2,   $2.50  per  car;    in  Group   3,   ?3.00 
per  car;  and  the  point  where  the  car  is  stopped  will  be  considered  th 
destination  of  the  freight.     If  the  car  is  subsequently  forwarded  from 
point   at   which   held,    the   provisions   of   Rules   9,    10    11   or  12,   as   the 
case  may  be,   will  also  be  applied.     The  service  of  stopping  as   pro- 
vided in   this   rule  will  not  prevent  one  change   of  destination   u 
the  provisions  of  Rule  5. 

(b)  If  after  arrival  at  destination,  or  if  such  destination  is  served 
by  a  terminal  yard,  then  after  arrival  at  such  terminal  yard,  a  car  n 
withheld  from  placement,  on  request  of  consignor,  consignee  or  owner, 
no  charge  will  be  made  for  such  service,  but  the  point  at  which 
held  will  be  considered  the  destination  of  the  freight  and  the  part; 


RULES  AND  ORDERS  WAIVED 

The  Traffic  World   Washington  Bureau 

In  a  special  sixth  section  permission,  No.  52373,  dated  March 
28  rescinding  special  permission  No.  51704,  the  Commission  has 
waived  its  tariff  rules  and  some  parts  of  its  prior  orders  in  I. 
&  S  No  1250  covering  reconsignment  rules  and  charges,  so  as 
to  enable  the  carriers  to  file  tariffs  in  accordance  with  agree- 
ments between  themselves  and  the  shippers,  or  the  requirements 
of  the  Commission  where  the  carriers  and  shippers  are  not  able 
to  agree  on  what  should  be  done. 

The  supplements  are  to  be  published  on  thirty  days'  notice. 
Short  time  notice  was  not  requested.  The  order  was  issued 
chiefly  because  the  rules  of  the  Commission  governing  the  con- 
struction and  filing  of  tariffs  and  supplements  thereto,  if  fol- 
lowed, would  result  in  the  use  of  much  time  and  an  expendi- 
ture of  considerable  money  in  the  preparation  of  tariffs  that 
would  be  in  compliance  with  the  understanding  between  the 
carriers  and  shippers  and  in  obedience  to  the  orders  of  the  Com- 
mission with  respect  to  points  on  which  shippers  and  carriers 
are  not  able  to  agree.  The  order  is  as  follows: 

"Reconsignment  Rules  and  Charges — Waive  Rules  9  (e)  and 
9  (k)  Waive  Provision  Orders  in  I.  and  S.  Docket  1250. 
Ordered:  That  Special  Permission  No.  51701  is  hereby  set  aside 
and  canceled,  and  that  all  carriers  in  the  United  States  and 
their  duly  authorized  agents  are  hereby  authorized  to  publish 
and  file  supplements  to  their  tariffs  naming  rules  and  charges 
governing  the  diversion  and  reconsignment  of  carload  freight 
now  in  effect,  continued  in  force  by  reason  of  the  Commission's 
orders  of  suspension  in  Investigation  &  Suspension  Docket  No. 
1250,  or  otherwise,  without  regard  to  the  terms  of  Rules  9  (e) 
and  9  (k)  of  Tariff  Circular  18-A  in  respect  to  the  number  of 
supplements  effective  at  any  time  and  the  volume  of  supple- 
mental matter  to  which  such  tariffs  are  entitled,  and  without 
regard  to  the  terms  of  the  Commission's  order  dated  June  14, 
1915,  reproduced  in  the  Commission's  order  in  Investigation  & 
Suspension  Docket  No.  1250  and  reading  as  follows: 

It  is  further  ordered,  That  the  rates  and  charges  thereby  sought 
to  be  changed  shall  not  be  increased  and  the  regulations  and  prac- 
tices thereby  sought  to  be  altered  shall  not  be  changed  by  any  subse- 
quent tariff"  or  schedule  until  this  investigation  and  suspension  pro- 
ceeding has  been  disposed  of,  or  until  the  period  of  suspension  and 
any  extension  thereof  has  expired,  unless  authorized  by  special  per- 
mission of  the  Commission, 

"the  said  supplements  to  establish  the  following  changes  in  re- 
consigning  rules  and  regulations: 

"The  following  note  should  be  added  to  rule  twelve: 

If  a  car  has  -been  placed  for  unloading  on  a  public  delivery  track, 
but  has  not  been  unloaded  or  accepted  by  consignee  or  owner,  it  will 
be  subject  to  Rule  10. 

"Surrender  of  Bills  of  Lading— Change  present  Condition  C 
to  read: 

On  straight  consignments  the  original  bill  of  lading  should  be 
surrendered  or  other  proof  of  ownership  established.  On  shipments 
consigned  "to  order"  original  bill  of  lading  should  be  surrendered  for 
endorsement  or  exchange  or  in  its  absence  satisfactory  bond  of  in- 
demnity executed  in  lieu  thereof,  or  other  approved  security  given 
at  the  "time  the  diversion  or  reconsignment  order  is  placed. 

"Embargo  Rule  or  Diversion  to  Embargo  Point. — Substitute 
following  for  present  rule: 

Orders  for  diversion  or  reconsignment  will  not  be  accepted  under 
these  rules  at  or  to  a  station,  or  to  a  point  of  delivery  against  which 
an  embargo  is  in  force.  Shipments  made  under  authorized  permits 
are  not  subject  to  this  condition. 
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Rules  9,   10,   11,   12  and   13,   as  the  case  may  be,  will  also  be  applied. 
The   service   of   withholding  from   placement   as   provided    in    this   rule 
will  not  prevent  a  change  of  destination  under  the  provision  of  1 
nor    prevent    a    diversion    or    reconsignment    under    the    provisi 

Note  — In    order    that    carriers    may    correctly    identify    the    rules 
named  in  Rule  8-B  next  above  the  following  explanation  is  furnished: 

Rule  9.     Change  at  destination  on  orders  given  before  arrival. 

Rule  10.     Diversion  or  reconsignment  to  points  outside   switching 
limits  before  placement. 

Rule   11.     Diversion   or  reconsignment  to  points  within   switch! 
limits  before  placement. 

Rule   12.     Diversion  or   reconsignment   to  points  outside   swiu 
limits  after  placement. 

Rule   13.     Diversion  or  reconsignment  to  points  within   switching 
limits  after  placement. 

"It  being  distinctly  understood  that  supplements  issued 
hereunder  must  be  made  effective  on  thirty  days'  notice  to  the 
public  and  the  Commission,  by  posting  and  filing  in  the  manner 
required  by  law  and  that  this  special  permission  does  not  con- 
vey any  authority  for  the  establishment  of  any  rules  or  regula- 
tions other  than  those  hereinbefore  specifically  set  forth." 

In  a  note  to  the  carriers'  secretary,  McGinty  said: 

"This  authority  does  not  waive  any  of  the  provisions  of 
the  Interstate  Commerce  Act  or  any  of  the  requirements  of  the 
Commission's  published  rules  relative  to  the  construction  and 
fili'ng  of  tariff  publications  except  as  herein  noted.  Nor  does 
the  Commission  hereby  approve  any  rules  or  regulations  that 
may  be  filed  under  it,  such  rules  or  regulations  being  subject  to 
protest,  complaint,  investigation  and  correction,  if  found  to  be 
in  conflict  with  any  provisions  of  the  law.  It  is  void  unless 
schedules  issued  thereunder  are  filed  within  sixty  days  from  the 
date  hereof. 

"Supplements  issued  hereunder  to  tariffs  not  involved  in 
Investigation  &  Suspension  Docket  1250,  must  bear  the  follow- 
ing notation: 

This  supplement  is  issued  without  regard  to  the  terms  of  Rule  9 
(e)  of  Tariff  Circular  No.  18-A,  both  as  to  number  of  supplements  and 
volume  of  supplemental  matter  to  which  the  tariff  is  entitled,  under 
authority  of  special  permission  of  the  Interstate  Commerce  Commis- 
sion, No.  52373,  dated  March  28,  1921. 

"Supplements  issued  hereunder  to  tariffs  continued  in  force 
by  reason  of  Commission's  Orders  of  Suspension  in  I.  and  S. 
Docket  1250  must  bear  the  following  notation: 

This  supplement  is  issued  without  regard  to  the  terms  of  Rule 
9  (e)  of  Tariff  Circular  18-A,  and  the  provisions  of  the  Commission's 
orders  in  Investigation  and  Suspension  Docket  No.  1250  that  state 
that  rates  and  regulations  sought  to  be  altered  shall  not  be  changed 
by  any  subsequent  tariff  or  schedule  until  investigation  has  been  dis- 
posed of  under  authority  of  Special  Permission  No.  52373,  of  the 
Interstate  Commerce  Commission  of  March  28,  1921." 

ST.   L.   S.  W.   RY.  CO.   NOTES 

The  St.  Louis  Southwestern  Railway  Company  and  the  St. 
Louis  Southwestern  Railway  Company  of  Texas  have  applied  to 
the  Commission  for  authority  to  issue  six  6  per  cent  promissory 
notes  of  $64,165  each  to  the  Baldwin  Locomotive  Works  for  de- 
ferred payments  on  ten  locomotives  and  tenders.  The  notes  will 
mature  in  1921,  1922  and  1923.  Sixty  per  cent  of  the  cost  of  the 
locomotives  will  be  paid  by  the  St.  Louis  Southwestern,  which 
owns  that  per  cent  of  all  the  rolling  stock  acquired  by  both  com- 
panies, and  40  per  cent  will  be  paid  by  the  St.  Louis  South- 
western of  Texas. 


VIRGINIA  BLUE  RIDGE  NOTES 

The  Virginia  Blue  Ridge  Railway  has  been  authorized  by 
the  Commission  to  issue  $106,000  of  6  per  cent  promissory  notes 
to  extend  loans  evidenced  by  past  due  promissory  notes  for  a 
like  amount  and  to  pledge  as  collateral  security  for  part  of  the 
notes  its  first  mortgage  6  per  cent  bonds  in  the  principal  amount 
of  $50,000. 


April   2,  192\ 
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Current  Topics 

in  Washington 


The  Wenatchee  Reparation  Decision.— It  Is  admitted  that  the 
opinion  of  any  Judge  of  the  United  States  courts  Is  entitled   to 
espect.     However,  those  whose  attention  has  been  directed  to 
(In-  decision   of  Judge   Rudkin   in   the   case  of  the  Wenatchee 
Produce  Company  against  the  Great   Northern   are   inclined   to 
KO  no  farther  than  that  admission.    His  casual  observations  indl- 
i.uiiiK  thai,  in  his  estimation,  section  206  (f)  of  the  transporta- 
tion act  would  be  unconstitutional  If  somebody  tried  to  apply 
t  to  reparation  claims,  have  not  Impressed  persons  interested  In 
iht>  matter  with  a  conviction   that  he  is  profoundly  learned  in 
the  law.     The  Inclination  is  to  believe  that  the  judge  correctly 
suited  the  law  when  he  said  the  right  of  a  state  to  repeal  a  sta- 
tute of   limitations   or   extend    the   period   within   which   action 
might  be  brought  was  well  settled,  and  that  reducing  or  length- 
ening of  the  time  "is  a  mere  limitation  upon  the  right  created 
by  the  statute."    The  thought  is  rather  common  that  the  right 
of  a  shipper  to  ask  the  Commission  for  an  award  of  reparation 
is  a  right   created   by  the   statute.     A  further  thought   is   that 
when  Congress  said  that  such  a  claim,  if  made,  should  be  made 
within  two  years,   it  had   the   right   to  say   it   should   be   made 
within  three  months  or  one  year  after  the  happening  of  a  cer- 
tain thing.     Congress  said,  originally,  that  the  claim  should  be 
made  within   two  years  from   the  time  of  the  violation   of  the 
rule  that  rates  shall  be  just,  reasonable,  non-discriminatory,  and 
non-prejudicial.     Then  it  said  that,  in  computing  that  period,  the 
time  during  which  the  railroads  were  in  the  hands  of  the  gov- 
ernment should  not  be  counted.     The  original  limitation  of  two 
years  was  one  placed  on  the  right  of  a  shipper  to  recover  from 
a  carrier  that  violated  the  law.     But  the  statute  also  created  a 
new  right— that  of  going  to  a  quasi-judicial  tribunal   (the  Com- 
mission) for  an  award  which  should  be  prima  facie  evidence,  in 
the  court,  of  the  amount  of  money  to  which  the  holder  thereof 
was  entitled.     No  shipper  had  ever  before  had  such  a  right.     No 
court  had  ever  had  the  duty  of  receiving  an  award  of  that  kind 
as  prima  facie  evidence,  prior  to  the  enactment  of  the  interstate 
commerce   law.     It   is   pointed   out   that   Judge    Rudkin,    in   his 
opinion,  did  not  go  into  the  question  of  the  origin  of  the  right 
which,  in  an  off-hand  way,  he  appeared  to  strike  down,  notwith- 
standing his  declaration  that  "the  time  for  bringing  actions  under 
the  various  death  statutes     *     *     *     is  not,  strictly  speaking,  a 
statute   of  limitations   at   all,   but    a   mere   limitation   upon    the 
right  created  by  the  statute."     The  right  of  a  shipper  to  claim 
reparation  either  before  the  Commission  or  in  the  courts  was 
created  by  the  act  to  regulate  commerce.   Judge  Rudkin's  opinion 
that  the  extension  of  the  period  for  bringing   reparation  com- 
plaints or  suits  is  unconstitutional,  is  not  clear  and  distinct.    He 
said  that  whether  Congress  could  extend  or  shorten  the  period 
was  open  to  argument.     Then  he  went  on  to  say:  "In  fact,  I  do 
not   think   any   such   power   exists   in   Congress   or   elsewhere." 
His  language  has  suggested  that  if  it  were  talked  out  before 
him,  as  the  principal  issue,    by    those    who    would    recite    the 
history  of  the  legislation  and  the  state  of  the  law  prior  to  the 
passage  of  the  act  to  regulate  commerce,  he  would  eliminate 
his  casual  obiter  remarks  in  the  Wenatchee  case. 


Railroads  Lose,  But  Win. — It  is  not  likely  that  either  party 
to  the  Wenatchee  case  will  appeal.  There  is  reason  to  believe 
that  the  railroad  lawyers,  while  nominal  losers,  are  well  satisfied 
with  what  the  court  held,  although  on  the  only  issue  really  be- 
fore Judge  Rudkin  he  held  against  them.  His  opinion  that  the 
section  canont  extend  the  time  for  bringing  suits  for  reparation, 
if  not  overturned,  would  be  worth  many  thousands  of  dollars  to 
the  railroads.  It  would  have  the  effect  of  shutting  out  all  pos- 
sibility of  judgments  on  awards  of  reparation  made  by  the  Com- 
mission. It  would  close  the  doors  of  the  courts  to  litigants  who 
have  obtained  decisions  that  rates  were  unreasonable,  but  had 
not  asked  for  awards  of  reparation,  preferring  to  depend  on  the 
courts  for  judgments  in  the  event  that  they  obtained  decisions 
that  given  rates  were  unreasonable.  It  is  morally  certain,  how- 
ever, that  the  question  will  get  to  the  higher  courts,  even  if  there 
be  no  appeal  from  Judge  Rudkin.  It  is  believed  that,  when 
shippers  ask  for  judgments  from  the  courts  on  awards  of  repa- 
ration made  by  the  Commission,  the  point  will  be  made  by  the 
defense  that  the  section  is  unconstitutional.  Such  a  defense  will 
bring  before  some  court,  in  a  direct  way,  the  issue  on  which 
Judge  Rudkin  passed,  in  an  off-hand  way.  There  was  no  neces- 
sity for  his  passing  on  the  question.  His  opinion  that,  for  the 
purposes  of  the  case  before  him,  the  section  was  valid,  would 
have  discharged  the  duty  he  owed  the  litigants  in  that  case. 


Iron  and  Hteel  schedule  In  about  to  report  to  the  full  «>minltt«* 
Hiai.  In  IIH  estimation,  the  duties  of  the  Underwood  tariff  bill 
on  the  heavier  iteel  articles  are  about  right.  That  Is  supposed 
to  be  enough  to  make  even  a  graven  Image  smile.  The  mere 
suggestion  that  a  committee  composed  of  protective  tariff  men 
might  do  anything  of  that  kind  Is  considered  almost  an  wonder- 
ful as  if  all  Ireland  should  agree  that  Britain's  policy  in  the 
Emerald  isle  was  perfect.  The  theory  of  the  sub-committee  Is 
that  the  heavy  stuff,  such  ax  rails  and  structural  steel,  does  not 
need  any  more  protection  than  the  Underwood  law  girea  It 
That,  however.  Is  only  one  part  of  the  thought.  The  other  part 
is  that  the  hardware  and  other  Industries  In  New  England  that 
use  steel  as  raw  material  need  heavier  duties.  That  recalls  Gen- 
eral  Hancock's  declaration  that  the  "tariff  is  a  local  Issue."  New 
England  makes  no  structural  steel,  but  uses  steel  made  in  Pitts- 
burgh as  a  raw  material.  Chairman  Tllson,  of  the  sub-commit- 
tee, is  a  New  England  man.  Perhaps  when  Senator  Penrose 
gets  hold  of  the  tariff  bill,  with  its  iron  and  steel  duties  as 
framed  by  New  England,  he  will  suggest  that  what  Is  sauce  for 
the  New  England  goose  is  also  sauce  for  the  Pennsylvania 
gander;  also  that  he  canont  stand  It  for  Democrats  to  laugh 
in  their  sleeves  at  a  tariff  made  by  protectionists. 


Fads  and  Faddists  on  the  Commission. — Suggestion  that  such 
and  such  a  man  should  be  made  a  Commissioner  because  he 
stands  for  this  or  that  construction  of  the  Interstate  commerce 
law  brings  to  mind  what  the  late  Thomas  B.  Reed  did  with  the 
House  committee  on  banking  and  currency  back  in  the  days 
when  the  man  who  suggested  asset  banking  was  regarded  as  the 
quintessence  of  all  the  evil  in  Wall  street.  While  Reed  was 
speaker,  there  was  responsibility  for  legislation  on  which  one 
could  place  his  finger.  In  those  days  the  speaker  was  held  re- 
sponsible for  any  failure  on  the  part  of  the  House,  because  he 
appointed  the  chairmen  of  committees.  The  chairmen  so  ap- 
pointed constituted  a  Sanhedrin.  Each  chairman  was  supposed 
to  rule  his  committee.  There  was  one  exception.  That  was  the 
committee  on  banking  and  currency.  Reed,  coming  on  as  he 
did,  soon  after  the  close  of  the  Civil  War,  was  imbued  with  the 
idea  that  the  banking  and  currency  system  established  by  his 
party  during  the  Civil  War,  mainly  as  an  organization  to  furnish 
a  market  for  the  government's  bonds,  was  perfection.  So  he 
took  all  the  odds  and  ends  of  greenbackism,  free  coinage,  ex- 
treme gold  standard  men,  and  a  few  numskulls  and  made  them 
members  of  the  committee  on  banking  and  currency.  He  always 
picked  as  chairman  some  energetic  man  who  had  ideas  about 
banking  and  currency  who  might  make  trouble  if  he  didn't  have 
something  to  do.  He  kept  such  a  one  busy  at  a  game  akin  to 
that  which  many  a  tired  mother  played  on  her  young  hopeful 
— that  of  putting  a  little  molasses  on  the  youngster's  fingers  and 
then  giving  him  a  feather  to  play  with.  In  that  way  Reed  pre- 
vented action.  The  members  of  the  committee  could  never 
agree.  Cannon  continued  it  until  Aldrich,  another  sin-steeped 
representative  of  money,  pointed  to  the  fact  that  too  many 
panics  were  taking  place  for  the  good  of  the  country  and  said 
that  perhaps  something  had  better  be  done.  If  a  President 
will  appoint  to  the  Commission  enough  men  with  fads,  a  static 
condition  will  be  evolved,  perhaps,  as  to  the  present  rate  of  re- 
turn on  investment,  the  fourth  section,  industrial  railways,  or 
any  other  of  a  half  dozen  things  that  might  be  mentioned. 


The  Tariff  on  Iron  and  Steel. — Laughing  in  one's  sleeve  is 
an  operation  hard  for  occidentals  to  perform,  but  some  minority 
members  of  Congress,  excessively  polite,  are  trying  to  do  it. 
They  are  trying  because,  according  to  reliable  reports,  the  sub- 
committee of  the  ways  and  means  committee  considering  the 


Huphes  Will  Insist  on  a  Seat  at  the  Table. — Although  Secre- 
tary Hughes  has  not  said  a  word  about  the  international  situa- 
tion created  by  the  allies  who,  without  consulting  the  United 
States,  have  parcelled  out  Yap,  Mesopotamia,  and  other  parts  of 
the  earth  that  are  worth  having,  it  is  coming  to  be  well  under- 
stood that  he  will  stand  flatfooted  on  the  proposition  that  the 
spoils  of  war  cannot  be  disposed  of  by  the  allies,  the  League  of 
Nations,  supreme  council,  or  any  other  new  contraption,  with- 
out the  consent  of  the  United  States.  A  further  proposition 
on  which  he  is  going  to  stand  is  that  the  lapse  of  time  does  not 
deprive  the  United  States  of  the  right  or  duty  to  say  what  shall 
be  done  to  restore  peace  in  the  world.  A  still  further  proposi- 
tion he  is  expected  to  advance  is  that  it  is  unthinkable  that  any 
of  the  allies  would  consider  disposing  of  Mesopotamia  without 
the  consent  of  the  United  States  or  doing  anything  that  would 
leave  the  United  States  in  any  less  advantageous  position  than 
it  held  before  the  war  with  Germany.  In  other  words,  he  will 
assume  that  the  allies  are  not  even  thinking  of  punishing  the 
United  States  for  not  having  spent  more  than  it  did  in  making 
possible  the  victory  over  Germany.  In  the  politest  language,  he  will 
assure  them  that  he  is  not  even  thinking  they  think  they  can 
put  the  United  States  in  the  column  of  losers,  like  Germany, 
Austria,  Turkey,  and  China.  The  idea  that  they  are  trying  to 
create  a  list  of  allies  that  are  also  losers,  with  Germany  and 
Turkey,  it  is  said  he  will  suggest,  has  never  even  entered  his 
head  because  he  knows  they  are  all  so  honorable  and  high- 
minded  that  they  would  not  even  think  of  making  a  separate 
peace  with  Germany. 

Too  Much  Government  Management. — The  fact  that  the 
Northern  Pacific  and  Great  Northern,  in  connection  with  the 
financing  of  the  Burlington  bonds  falling  due  in  July,  have  pro- 


698 


THE     TRAFFIC     WORLD 


Vol.  XXVII,  No.  14 


posed  to  put  out  6  per  cent  bonds  falling  due  in  2047,  but  callable 
after  15  years,  has  suggested  to  some  opponents  of  government 
ownership  and  operation  that  six  and  seven  per  cent  bonds  will 
become  the  regular  thing  in  railroad  financing  unless  there  is 
soon  a  restoration  of  larger  discretion  in  the  management  of 
railroads  to  the  hands  of  railroad  executives.  At  this  time 
money  is  being  offered  on  Washington  real  estate  mortgages 
due  in  three,  not  15  or  126,  years.  Opponents  of  government 
ownership,  as  a  rule,  base  their  opposition  on  its  extreme  ex- 
pense, both  in  time  and  money.  It  is  admitted  that  there  never 
was  a  time  when  the  government  had  a  larger  say  in  the  man- 
agement of  a  private  property  than  it  now  has  in  the  direction 
of  railroads.  During  government  control,  it  has  been  frequently 
suggested,  the  government  was  in  the  hands  of  the  railroads 
and  not  the  railroads  in  the  hands  of  the  government.  The 
period  of  government  control,  therefore,  cannot  be  brought  for- 
ward as  a  time  when  the  government  exercised  a  larger  measure 
of  supervision  and  management  than  the  present.  There  are 
radical  opponents  of  the  present  trend  toward  putting  the  gov- 
ernment into  everything,  who  believe  that  if  the  whole  of  the 
Adamson  law,  some  parts  of  the  safety  appliance  law,  some 
parts  of  the  hours  of  service  law,  and  some  parts  of  the  trans- 
portation act  were  eliminated  from  the  statute  books,  the  rail- 
road managers  would  be  able  to  get  such  a  grip  on  the  situation 
again  that  it  would  not  be  necessary  for  President  Harding  and 
his  cabinet  to  be  holding  inquests  on  the  railroad  situation; 
that  it  would  not  be  necessary  for  them  to  send  for  the  head 
of  the  Interstate  Commerce  Commission  and  the  chairman  of 
the  Railroad  Labor  Board  for  advice  as  to  how  to  drag  the  rail- 
roads out  of  the  slough  into  which  they  fell,  according  to  the 
views  of  the  radical  opponents  of  government  operation,  when 
Director-General  McAdoo  made  such  an  inadequate  guess  as  to 
the  amount  of  money  he  would  need  to  cover  the  increases  in 
wages  decreed  by  him.  A  further  suggestion  is  that  if  any  rail- 
road manager  had  made  such  disproportionate  guesses  as  to  the 
effect  of  the  rate  and  wage  increases  he  would  now  probably 
be  trying  to  operate  a  chicken  farm  and  not  a  railroad. 

A.  E.  H. 


EATES  ON  PAPER  TO  SOUTHWEST 

Although  the  hearing  of  the  combined  paper  cases  had  been 
going  on  for  more  than  a  week  before  Examiner  Mackley  in  Chi- 
cago, about  the  only  point  on  which  the  carriers  and  the  shippers 
had  agreed  up  to  the  closing  of  the  session,  March  25,  was  the 
fact  that  the  present  paper  rates  between  points  in  the  Minnesota 
and  Wisconsin  producing  groups  and  the  immense  territory 
bounded  by  a  line  from  Chicago  to  New  Orleans  on  the  east  and 
El  Paso  and  Deadwood  on  the  west  are  badly  out  of  line  and 
sadly  in  need  of  adjustment.  That  is  about  as  far  as  the  agree- 
ment goes,  however,  the  shippers  on  one  hand  having  proposed  a 
scale  of  rates  materially  lower  than  those  in  effect  at  present  and 
the  carriers  insisting  that  the  rearrangement  should  he  made  on 
a  basis  somewhere  near  the  fifth  class  scale,  which  would  result 
in  increases  to  practically  the  whole  of  the  territory. 

E.  W.  Soergel,  assistant  general  freight  agent  for  the  Chicago, 
Milwaukee  &  St.  Paul,  and  chairman  of  a  committee  appointed 
by  the  originating  carriers  to  investigate  these  rates,  testified  at 
the  hearing  the  afternoon  of  March  25.  He  concurred  in  the 
testimony  previously  put  in  by  A.  F.  Cleveland,  assistant  freight 
traffic  manager  for  the  C.  &  N.  W.,  who  was  a  member  of  the 
committee,  and  introduced  exhibits  to  show  that  the  shippers' 
proposed  rates  were  far  below  the  present  rates  applying  in  Trunk 
Line  and  Central  Freight  Association  territories  for  hauls  of  simi- 
lar length.  He  stressed  particularly  the  proposal  of  the  carriers 
to  reduce  the  rate  on  newsprint  from  the  Fox  River  mills  to  Chi- 
cago from  17  to  12  cents,  although  the  17-cent  rate  represented  an 
increase  of  only  70  per  cent  in  the  past  ten  years.  The  rate  from 
New  York  to  Chicago,  he  said,  had  increased  from  18  to  42  cents, 
140  per  cent,  in  the  same  length  of  time. 

Two  more  members  of  the  committee  of  originating  carriers 
testified  at  the  hearing  March  26.  J.  G.  Morrison,  assistant 
general  freight  agent  for  the  Northern  Pacific,  made  a  plea  for 
an  adjustment  of  the  paper  rates  into  the  territory  south  and 
west  of  the  Missouri  River  on  a  basis  substantially  nearer  fifth 
class.  He  said  that,  while  the  present  rate  was  substantially 
from  75  to  80  per  cent  of  the  fifth  class,  the  shippers'  proposed 
scale  ranged  from  50  per  cent  down  to  as  low  as  40  per  cent. 
"If  the  Commission  adopts  a  scale  as  low  as  that,"  he  said,  "the 
revenues  of  the  carriers  will  be  substantially  reduced  because 
a  great  deal  of  paper  is  hauled  by  the  northern  lines  in  the 
course  of  a  year." 

P.  B.  Beidleman,  assistant  general  freight  agent  for  the 
Great  Northern,  went  into  the  history  of  the  rates  to  Missouri 
River  points.  "The  complainants  in  this  case,"  he  said,  "have 
based  all  their  claims  for  lower  rates  on  the  low  rate  applying 
to  Kansas  City  and  adjacent  points.  Not  a  word  has  been  said 
about  how  these  rates  were  originally  made.  The  fact  is  that, 
in  addition  to  being  based  on  strong  competition  between  car- 
riers, these  rates  were  also  based  on  manufacturers'  competi- 
tion, there  being  at  the  time  of  their  introduction  paper  mills  in 
Kansas  City,  Lawrence  and  Fort  Scott.  No  account  has  ever 


been  taken  of  the  discontinuance  of  these  mills,  which  ceased 
operating  some  years  ago,  and  the  rates  that  the  shippers  have 
been  holding  up  as  reasonable  are,  therefore,  really  on  a  greatly 
depressed  basis." 

F.  E.  Andrews,  attorney  for  the  Santa  Fe,  who  is  handling 
the  cases  for  the  Southwestern  carriers,  said  these  lines  had 
taken  into  account  the  Commission's  request  that  the  carriers, 
besides  attacking  the  measure  of  rates,  offer  some  constructive 
evidence  as  to  what  might  be  termed  a  reasonable  basis,  and, 
proceeding  on  that  theory,  had  built  a  schedule  of  proposed 
rates  which  would  be  introduced  and  explained  by  succeeding 
witnesses.  He  said  that  others  had  taken  into  account  the  varia- 
tion in  the  percentage  of  the  fifth  class  rate  that  was  applied 
to  paper  in  the  Southwest,  but  that  they  had  entirely  over- 
looked the  variation  in  the  fifth  class  rate  itself,  which  ranged 
considerably  below  the  generally  accepted  standard  of  40  per  cent 
of  first  class.  The  objection  of  the  shippers  to  paying  a  higher 
per  ton  mile  rate  on  longer  hauls  was  not  well  taken,  he  said, 
because  it  was  recognized  by  the  Commission  that  the  trans- 
portation conditions  south  and  west  of  the  Missouri  River  made 
a  higher  rate  per  ton-mile  rate  than  for  north  and  east  of  it 
necessary. 

The  hearing,  which  had  been  going  on  for  ten  days,  came 
to  a  close  March  28.  At  the  last  day  the  southwestern 
carriers,  through  B.  F.  Marsh,  assistant  general  freight  agent 
of  the  Atchison,  Topeka  &  Santa  Fe,  offered  a  proposed  basis 
of  rates  for  paper  into  Kansas,  Texas  and  Oklahoma,  which 
he  said  would  be  satisfactory  to  the  carriers.  For  the  purpose 
of  making  this  basis,  the  witness  said  he  had  assumed  that  the 
proper  fifth  class  basis  was  40  per  cent  of  first  class.  Taking 
the  present  newsprint  rate  to  Kansas  City  from  the  Fox  River 
producing  group,  34  cents,  which  is  73^  per  cent  of  the  fifth 
class  rate,  46  cents,  as  representative,  he  proceeded  to  build  up 
a  series  of  rates  based  on  73  per  cent  of  40  per  cent  of  the  first 
class  rate.  This  would  make  a  rate  of  71  cents  to  Tulsa,  the 
witness  said,  which  rate  would  also  be  applied  to  Muskogee  and 
Fort  Smith.  The  Tulsa  per  ton  mile  earnings  were  then  used 
in  building  up  the  rates  to  Fort  Scott,  Coffeyville,  Oklahoma  City, 
Ardmore,  Wichita  and  Salina.  Some  latitude  would  be  allowed, 
the  witness  said,  in  preserving  existing  relationships  between 
established  rate  groups.  Sapulpa,  for  instance,  would  have  the 
same  rate  as  Fort  Scott,  McAlester  the  same  as  Oklahoma  City 
and  Topeka  the  same  as  Kansas  City. 

Mr.  Marsh  said  that  it  was  the  opinion  of  the  southwestern 
carriers  that  115 14  per  cent  of  the  newsprint  rate  should  be  ap- 
plied to  book  and  wrapping  paper  and  that  writing  and  toilet 
paper  should  carry  136  per  cent  of  the  newsprint  rate,  or  the 
regular  fifth  class  rate,  assuming  the  fifth  class  rate  to  be  40 
per  cent  of  first  class.  He  said  in  such  instances  where  this 
plan  would  result  in  a  rate  on  writing  and  toilet  paper  in  excess 
of  the  existing  fifth  class  rate  the  carriers  would  offer  no  objec- 
tion to  a  readjustment  to  the  existing  fifth  class  level. 

R.  C.  Trovillion,  assistant  general  freight  agent  for  the  M. 
K.  &  T.,  endorsed  Mr.  Marsh's  plan  and  criticized  that  offered  by 
the  shippers  earlier  in  the  hearing.  He  said  that  if  their  rates 
into  Texas  were  accepted  by  the  roads  it  would  necessitate  the 
seeking  of  fourth  section  relief  to  keep  from  disturbing  the  New 
Mexico  rates.  As  far  as  the  groupings  in  originating  territories 
and  the  rate  relations  between  them  were  concerned,  Mr.  Trovil- 
lion said  that  the  southwestern  carriers  were  willing  to  leave 
these  arrangements  to  the  Commission  and  the  originating 
carriers. 

William  N.  Webb,  assistant  to  the  vice-president  of  the 
Minnesota  &  Ontario  Paper  Co.,  objected  strenuously,  in  his  re- 
buttal, to  having  the  rates  from  International  Falls  related  in 
any  definite  way  with  the  rates  from  any  other  group.  If  such 
were  the  case,  he  said,  before  a  change  could  be  obtained  in  any 
individual  rate  the  whole  northern  producing  territory  would 
be  affected. 


TOLEDO  TERMINAL  NOTES 

The  Toledo  Terminal  Railroad  Company  has  been  authorized 
by  the  Commission  to  issue  $72,000  of  6  per  cent  promissory 
notes  under  an  agreement  of  conditional  sale  with  the  American 
Locomotive  Works  covering  the  acquisition  of  two  freight  loco- 
motives, at  a  total  cost  of  $96,500.  The  applicant  will  pay 
$24,500  in  cash  and  the  remaining  $72,000  in  twenty-four  equal 
installments  of  $3,000  each,  which  will  be  evidenced  by  the 
promissory  notes.  The  jurisdiction  of  the  Commission  over  the 
note  issues  was  challenged  by  the  public  utilities  commission  of 
Ohio,  but  the  Commission  held  it  had  jurisdiction. 


K.  C.  SOUTHERN  NOTES 

Authority  to  issue  6  per  cent  notes  aggregating  $50,556.10  to 
be  applied  on  the  purchase  price  of  23%  acres  of  land  for  switch 
track  purposes  in  Kansas  City,  Mo.,  is  asked  by  the  Kansas  City 
Southern  Railway  Company  in  an  application  filed  with  the  Com- 
mission. The  company  has  a  roundhouse  and  switch  yards  in 
the  East  Bottoms  in  Kansas  City  and  it  has  undertaken  to  in- 
crease its  grounds  for  such  purposes  by  purchasing  lands  adja- 
cent to  the  roundhouse  and  switch  yards. 
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j         Decisions  of  Interstate  Commerce  Commission 


DISTRIBUTION  OF  COAL  CARS 

In  what  looks  as  If  it  might  become  a  leading  case,  Commis- 
sioner Daniels  has  stated  the  Commission's  opinion  that  the  Di- 
rector-General, in  the  period  between  July  1,  1919,  and  March  1, 
1920,  indulged  in  practices  in  connection  with  the  distribution  of 
•coal  cars  to  mines  on  the  Monongahela  Railway  and  the  Morgan- 
town  &  Wheeling  that  were  unduly  prejudicial  against  the  mine 
operators  on  those  railroads.  The  decision  was  handed  down  In 
No.  1144G.  Northern  West  Virginia  Coal  Operators'  Association 
vs.  Pennsylvania,  Director-General  et  al.,  opinion  No.  669660,  I.  C. 
•C.  569-75.  The  case  is  to  be  held  open  for  further  hearing  as 
to  the  extent  of  the  damages,  if  any,  suffered  by  the  members  of 
the  complaining  association. 

Briefly  stated,  the  opinion  is  that  it  was  the  duty  of  the 
Director-General  to  distribute  cars  in  such  a  way  that  the  mine 
•operators  on  the  two  short  lines  would  obtain  as  large  a  percent- 
age of  cars  as  the  operators  on  the  main  lines.  While  the  acts 
were  those  of  the  Pennsylvania  and  the  Pittsburgh  &  Lake  Erie, 
Mr.  Daniels  said  those  roads  were  operated  by  the  Director-Gen- 
•eral  and  the  acts  complained  of  were  the  acts  of  his  agents.  Mr. 
Daniels  said  that  it  was  not  a  question  of  the  proper  application 
of  the  car  service  rules  but  as  to  whether  or  not  the  law  imposed 
a  duty  on  the  carriers,  as  agents  of  the  Director-General,  to  ac- 
cord substantially  equal  treatment  to  the  mines  on  the  so-called 
•dependent  roads  and  on  the  trunk  lines  in  the  same  region  or 
•district,  and,  if  so,  whether  or  not  that  duty  was  discharged. 

Admitting  that  it  is  not  always  possible  for  carriers  to  fur- 
nish particular  mines  their  exact  quota,  and  that  if  overages  and 
•shortages  are  adjusted  with  reasonable  promptness,  a  carrier  may 
be  said  to  have  fulfilled  its  duty.  Mr.  Daniels  said  that  where  a 
substantial  discrepancy  continues  for  several  months,  as  it  did  in 
this  case,  it  creates  a  rebuttable  presumption  that  the  carrier  has 
not  met  its  duty,  under  the  law,  to  treat  all  of  its  patrons  on  a 
basis  of  quality. 

The  Lake  Erie,  at  the  hearing,  took  the  position  that  there 
was  no  violation  of  any  legal  obligation  toward  the  operators  on 
the  two  short  lines  in  the  matter  of  car  supply  either  from  the 
Pennsylvania  or  the  Lake  Erie.  It  went  farther  and  asserted 
that  the  distribution  of  cars  was  a  matter  within  the  discretion 
of  the  operating  officials  of  the  Railroad  Administration,  who 
were  at  liberty  to  use  their  own  judgment  in  regard  thereto,  pro- 
Tided  only  that  they  acted  in  good  faith;  and  that  the  complain- 
ing association  had  not  shown  that  prior  to  the  transportation 
act  there  was  any  obligation  on  the  part  of  the  railroad  or  the 
Railroad  Administration  to  give  equal  car  supply  to  mines  de- 
pendent on  other  lines. 

In  giving  his  reasons  for  the  conclusion  that  the  practices  of 
the  Director-General  were  unduly  prejudicial  against  the  oper- 
ators on  the  Monongahela,  owned  jointly  by  the  Pennsylvania  and 
the  Pittsburgh  &  Lake  Erie  and  the  Morgantown  &  Wheeling,  an 
electric  road  not  under  federal  control,  but  operated  in  conjunc- 
tion with  the  Monongahela,  Mr.  Daniels  said: 

"The  proper  application  of  the  car  distribution  rules  as  be- 
tween the  several  defendant  carriers  does  not  appear  to  be  con- 
trolling here.  The  question  for  us  to  determine  is  whether  or  not 
the  law  imposed  a  duty  upon  the  defendant  carriers,  as  agents  of 
the  Director-General,  to  accord  substantially  equal  treatment  to 
the  mines  on  the  so-called  dependent  roads  and  on  the  trunk  lines 
in  the  same  region  or  district,  and  if  so,  whether  or  not  that  duty 
was  discharged. 

"The  failure  to  supply  the  Monongahela,  and  through  it  the 
operators,  a  pro  rata  share  of  available  equipment  apparently  was 
due  in  part  to  the  lack  of  full  recognition  on  the  part  of  the 
officials  of  the  trunk  lines  that  federally  controlled  roads  were 
under  unified  operation,  including  the  common  use  of  equipment. 
The  Pennsylvania,  as  the  testimony  shows,  frequently  objected  to 
furnishing  equipment  to  the  Monongahela  because  it  was  short  in 
its  interchange  of  cars  with  the  Lake  Erie  through  the  Monon- 
gahela. This  question  was  a  constant  source  of  dispute  between 
these  two  defendants.  Although  the  acts  and  practices  of  the 
Pennsylvania  and  the  Lake  Erie  in  the  matter  of  car  distribution 
are  referred  to  frequently  of  record,  the  liability  of  these  carriers 
is  not  involved  in  the  narrowed  issues  of  the  case.  They  were 
operated  by  the  Director-General  and  the  acts  complained  of  were 
the  acts  of  his  agents. 

"Defendants  comment  upon  the  fact  that  in  arriving  at  the 
percentage  of  cars  furnished  complainant  has  considered  the 
Monongahela  and  the  Wheeling  as  one  railroad.  We  perceive  no 
objection  to  this.  It  is  immaterial  in  this  connection  that  the 
Wheeling  was  not  under  federal  control  during  the  period  of  the 
complaint.  For  the  purposes  of  car  distribution  the  Wheeling 
was  treated  by  the  Monongahela  merely  as  a  mine  served  by  it 
and  was  given  a  rating  in  the  same  way  that  other  mines  were 
rated.  Orders  for  cars  needed  on  the  Wheeling  were  placed  with 
the  Monongahela,  and  by  it  witli  the  trunk  lines.  The  Wheeling 


was  as  much  dependent  upon  the  connections  of  the  Mononga- 
hela for  equipment  as  was  the  Monongahela  itself,  and  Its  mine* 
were  entitled  to  the  same  treatment  as  the  mine*  on  the  Monon- 
gahela. 

"It  Is  not  possible  always  for  carriers  to  furnish  particular 
mines  their  exact  quota  of  cars  during  periods  of  car  shortage, 
and  If  shortages  or  overages  are  adjusted  with  reasonable  prompt- 
ness a  carrier  may  be  said  to  have  fulfilled  Its  duty.  But  where, 
as  in  this  case,  a  substantial  discrepancy  as  between  groups  of 
mines  In  the  same  locality  continues  over  a  period  of  several 
months  a  presumption  arises,  which  Is  rebuttable,  of  course,  that 
the  carrier  has  not  met  Its  duty  under  the  law  to  treat  all  of  Its 
patrons  on  a  basis  of  equality.  During  the  period  In  question  the 
Monongahela  and  the  Wheeling  ordered  70,884  cars  from  the 
Pennsylvania  and  69,899  cars  from  the  Lake  Erie,  or  a  total  of 
140,783  cars.  They  were  furnished  45,522  cars  and  64.283  cars, 
respectively,  In  response  to  these  orders,  or  a  total  of  99,805  cars. 
The  discrepancy  between  the  latter  figure  and  the  figure  pre- 
viously given  as  representing  the  total  number  of  cars  received  by 
the  mines  on  the  Monongahela  and  the  Wheeling,  110,450  cars,  Is 
explained  by  complainant  as  probably  due  to  the  fact  that  the 
Monongahela  was  in  possession  of  some  empties,  which  it  had  re- 
ceived under  load,  and  credited  these  against  the  orders  from  the 
mines,  ordering  the  balance  of  the  mines'  requirements  from  the 
Pennsylvania  and  the  Lake  Erie. 

"Mines  south  of  Pittsburgh,  Pa.,  on  the  Lake  Erie  and  mines 
served  by  the  Monongahela  division.  Southwest  branch,  and  Pitts- 
burg  west  end  division  of  the  Pennsylvania  are  in  the  same  gen- 
eral coal-producing  region  as  are  those  served  by  the  Mononga- 
hela and  the  Wheeling,  and  the  transportation  and  other  condi- 
tions in  that  region  are  similar.  Nor  does  it  appear  that  unfavor- 
able weather  conditions,  not  prevailing  on  the  Pennsylvania  di- 
visions named  and  on  the  Lake  Erie,  were  responsible  for  the 
different  and  less  favorable  treatment  accorded  the  mines  as  a 
whole  on  the  Monongahela  and  the  Wheeling.  The  coals  mined 
on  these  Pennsylvania  divisions,  and  on  the  Lake  Erie  south  of 
Pittsburgh,  are  of  the  same  kinds  as  those  mined  on  the  Monon- 
gahela  and  the  Wheeling  and  are  used  for  the  same  purposes. 
The  operators  of  these  mines  were  in  competition  with  each  other 
and  shipped  to  the  same  consuming  markets,  usually  at  the  same 
freight  rates  to  eastern  markets. 

"The  figures  introduced  by  complainant  show  the  total  cars 
ordered  by  and  delivered  to  the  Monongahela,  which  also  serves 
mines  in  Pennsylvania,  and  defendants  raise  the  point  in  this 
connection  that  the  mines  of  the  operators  in  West  Virginia  on 
whose  behalf  the  complaint  is  filed  comprise  only  a  small  portion 
of  the  total  number  of  miles  on  the  Monongahela  and  the  Wheel- 
ing. It  was  testified  for  complainant  that  its  membership  pro- 
duces 75  to  80  per  cent  of  the  tonnage  originating  on  the  Mo- 
nongahela in  West  Virginia  and  that  the  aggregate  rating  of  the 
mines  located  on  that  road  in  Pennsylvania  is  slightly  more 
than  half  of  the  aggregate  rating  of  all  Its  mines.  It  appears, 
therefore,  that  complainant's  members  produce  a  substantial 
part  of  the  tonnage  originating  on  the  Monongahela.  Out  of  25 
mines  on  the  Wheeling  complainant's  members  operate  six. 

"Upon  consideration  of  the  record  we  find  that  the  practices 
of  the  Director-General  during  the  period  of  this  complaint  in  the 
distribution  of  coal  cars  as  between  the  mines  as  a  whole  on  the 
Monongahela  and  the  Morgantown  &  Wheeling  railways,  on  the 
one  hand,  and  mines  on  the  Pittsburgh  &  Lake  Erie  Railroad 
south  of  Pittsburgh  and  on  the  Monongahela  division.  Southwest 
branch,  and  Pittsburgh  west  end  division  of  the  Pennsylvania 
Railroad,  on  the  other  hand,  subjected  operators  of  coal  mines  on 
the  first  two  named  roads  to  undue  prejudice  and  disadvantage 
to  the  extent  that  the  percentage  of  cars  furnished  the  mines  as 
a  whole  on  the  latter  roads  was  less  than  the  average  percentage 
of  cars  furnished  the  mines  on  the  other  lines  named.  There  is 
no  basis  in  the  evidence  for  findings  as  to  the  extent  of  the  dam- 
ages, if  any,  suffered  by  the  individual  members  of  complainant 
as  a  result  of  the  undue  prejudice  above  found.  The  case  will  be 
held  open  and  assigned  for  further  hearing,  as  requested  by  com- 
plainant, upon  that  question." 


RATES  ON  CAUSTIC  SODA 

In  a  report  on  No.  10590,  Oklahoma  Petroleum  and  Gasoline 
Co.  vs.  Atchison,  Topeka  &  Santa  Fe  et  al.,  opinion  No.  6735. 
60  I.  C.  C.  750-56,  the  Commission  made  a  finding  of  unreason- 
ableness as  to  rates  on  caustic  soda  from  points  east  of  St.  Louis 
to  Tulsa,  Sand  Springs,  Cushlng  and  Bristow,  Okla..  and  awarded 
reparation.  The  allegation  that  the  rates  were  unduly  preju- 
dicial has  been  held  open  for  further  hearing. 

The  finding  is  that  the  rates  to  the  Oklahoma  points  men- 
tioned were  unreasonable  to  the  "extent,  that  they  exceeded  the 
rates  on  the  same  commodity  contemporaneously  In  effect  from 
St.  Louis  to  Oklahoma  City;  that  the  through  rates  from  Chi- 
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cago,  111.,  Detroit,  and  Wyandotte,  Mich.,  Cleveland,  Ohio,  South 
Charleston,  W.  Va.,  and  Saltville,  Va.,  to  Tulsa;  from  Chicago 
to  Bristow;  from  Chicago,  Delray  and  Detroit,  Mich.,  and  Pair- 
port  Harbor,  Ohio,  to  Sand  Springs;  and  from  Chicago  and 
Wyandotte  to  Cashing,  were  unreasonable  to  the  extent  that  they 
exceeded  rates  made  by  the  use  of  locals  or  differentials,  as  the 
case  may  be,  to  St.  Louis,  plus  the  rates  beyond  herein  found 
reasonable;  and  that  the  present  rates  from  St.  Louis  and  Chi- 
cago to  Bristow  are,  and  for  the  future  will  be,  unreasonable 
to  the  same  extent." 

The  Commission  said  it  was  not  convinced  that  the  rate 
from  Kimberly,  111.,  to  the  Oklahoma  destinations  should  be 
the  same  as  from  Chicago.  Kimberly  is  189  miles  north  of 
Chicago.  Complainants  insisted  that,  inasmuch  as  Kimberly  on 
many  things  takes  the  Chicago  rates,  it  should  do  so  on  caustic 
soda.  The  Commission  found,  however,  that  the  rates  from 
Kimberly  are  higher  than  the  combination  on  Chicago  and  that 
that  departure  from  the  rule  in  the  fourth  section  was  not  pro- 
tected by  appropriate  fourth  section  application. 

This  holding  of  the  rates  on  caustic  soda  to  be  unreasonable 
is  based  on  the  Commission's  decision  in  Oklahoma  Traffic  As- 
sociation vs.  A.  T.  &  S.  F.  et  al.  38  I.  C.  C.  392,  decided  March 
4,  1916  In  that  case  it  prescribed  a  rate  of  35  cents  on  caustic 
soda  from  St.  Louis  to  Oklahoma  City,  and  from  Chicago  and 
other  points  east  of  St.  Louis,  which  should  not  exceed  the  locals 
or  differentials  to  St.  Louis,  plus  the  rate  found  reasonable  from 
St.  Louis.  The  carriers  published  rates  of  35  cents  from  St. 
Louis  and  40  cents  from  Chicago.  The  Commission  did  not  say 
that  rates  on  caustic  soda  from  St.  Louis  and  Chicago  rate 
points  should  take  St.  Louis  and  Chicago  rates.  In  some  in- 
stances the  Chicago  and  St.  Louis  rate  point  rates  were  made  the 
same  as  the  rates  from  Chicago  and  St.  Louis,  but  not  from  all. 
General  Order  No.  28  and  subsequent  adjustments  threw  the 
structure  out  of  line.  The  carriers  blanketed  rates  to  many 
Oklahoma  destinations  and  upon  the  fact  that  distances  were 
disregarded  in  making  many  of  them,  the  charge  of  undue 
prejudice  appears  to  have  been  based. 


Aitchison  held  that  the  group  rates  included  the  service 
of  switching  to  and  from  the  mines  over  the  mine  spurs.  The 
order  directs  the  Utah  Railway  to  establish  rates  from  the 
Lion  mine  HO  higher  than  the  rates  from  the  United  States 
Fuel  Company  mines  at  designated  places  and  that  the  rates 
shall  not  be  higher  than  the  rates  from  the  Castle  Gate  group 
as  now  described  in  the  tariffs. 

An  award  of  reparation  down  to  the  basis  of  the  group 
rates  was  made. 


UNREASONABLE  COAL  CHARGES 

In  a  report  couched  in  vigorous  language,  written  by  Com- 
missioner Aitchison,  on  No.  10228,  Lion  Coal  Co.  vs.  Utah  Rail- 
way Company,  Director-General  et  al.,  opinion  No.  6721,  60  I.  C.  C. 
671-82  the  Commission  has  condemned  a  situation  in  the  Castle 
Gate  group  of  mines  in  Utah  served  by  the  Utah  Railway  and 
the  Rio  Grande,  in  which  it  appeared  that  the  mine  of  the 
complainant  was  the  only  one  in  the  field  on  which  the  Utah 
or  Rio  Grande  imposed  a  separate  charge  for  transportation 
on  the  mine  spur.  In  the  case  of  the  Lion  Coal  Co.,  the  spur, 
constructed  by  the  predecessor  of  the  complainant,  is  about 
10,000  feet  long.  The  charge  as  originally  imposed  was  $3  per 
car,  with  a  minimum  of  $10  per  hour  of  service  required.  Those 
rates,  on  August  26,  1920,  were  increased  to  $4  and  $12.50. 

Fifteenth  section  application  No.  5938,  filed  by  the  Utah  Rail- 
way before  the  beginning  of  federal  control,  withdrawn  while 
that  road  was  under  control,  and  renewd  after  the  relinquish- 
ment  on  June  30,  1918,  of  this  short  line,  was  considered  in 
connection  with  the  case.  The  fifteenth  section  application  was 
made  for  permission  to  establish  the  same  kind  of  switching 
charge  for  spur  track  service  to  and  from  the  mines  of  the 
United  States  Fuel  company.  The  charges  to  and  from  Lion 
mine  were  established  while  the  Utah  Railway  was  under 
federal  control,  when  the  Lion  mine,  then  known  as  the  Wattis 
mine,  was  opened  in  the  spring  of  1918.  The  United  States 
Fuel  Company  made  no  objection  to  the  imposition  of  the 
switching  charge.  In  fact  it  assented  to  it  on  the  theory  that 
the  Utah  Railway  was  furnishing  100  per  cent  efficient  service 
which  was  not  the  fact  when  the  Rio  Grande  was  operating 
the  track  and  it  argued  that  it  could  better  afford  to  pay  a 
switching  charge,  without,  however,  a  minimum  per  hour  charge 
such  as  has  been  imposed  on  the  Lion  mine,  than  have  free 
switching  by  a  company  no  more  efficient  than  the  Rio  Grande 
was  when  it  operated  the  property. 

Commissioner  Aitchison  called  attention  to  the  fact  that  the 
United  States  Smelting,  Refining  and  Mining  Company  owns 
the  Utah  Railway  and  the  United  States  Fuel  Company,  which 
has  mines  in  the  group  in  which  the  complaining  Lion  mine 
is  situated.  He  suggested  that  the  community  of  interest  might 
explain  the  acquiesence  of  the  fuel  company  to  the  proposal 
of  the  Utah  Railway  to  impose  a  switching  charge.  He  called 
attention  to  the  fact  that  the  fuel  company  had  no  traffic  man- 
ager of  its  own,  but  that  the  traffic  manager  for  the  Utah  Rail- 
way revised  all  its  expense  bills  and  gave  it  traffic  advice. 

Attention  was  also  directed  to  the  fact  that  the  traffic  man- 
ager for  the  fuel  company  advised  the  complainant  that  it  had 
better  build  a  standard  spur  track  rather  than  a  switchback 
track  because  the  Rio  Grande  probably  would  not  want  to  buy 
anything  other  than  a  standard  spur,  it  being  the  custom  of 
the  Rio  Grande  to  buy  the  mine  spurs  by  allowing  fifteen  cents 
out  of  the  rates  until  the  cost  of  construction  had  been  paid. 
The  standard  spur,  the*  report  said,  cost  probably  double  what 
the  other  kind  would  have  cost. 


REPARATION  ON  PIG  IRON 

The  Commission  has  issued  a  sixth  supplemental  report  in 
No.  4800,  Sloss-Sheffield  Steel  &  Iron  Co.  et  al.  vs.  Louisville  & 
Nashville  et  al.,  opinion  No.  6702,  60  I.  C.  C.  595-9,  making  def- 
inite award  of  reparation,  on  shipments  moving  on  and  after  July 
20,  1913.  The  reparation  orders  are  in  favor  of  the  Alabama  com- 
pany, successor  to  the  Alabama  Consolidated  Coal  &  Iron  Co.,  the 
Sloss-Sheffield  Steel  &  Iron  Co.,  and  the  Woodward  Iron  Co.  The 
Commission  said  that  defendants  not  protected  by  the  statutes  of 
limitations  should  join  in  the  payment  of  reparation,  according 
as  they  participated  in  the  transportation.  It  said  that,  as  indi- 
cated in  its  report  of  April  7,  1919,  such  carriers  as  are  protected 
by  the  statute  may  join  in  the  payment  of  reparation.  In  other 
words,  the  Commission  will  not  insist  that  carriers  not  protected 
by  the  statute  may  not  receive  contributions  from  such  of  their 
connections  as  have  or  might  invoke  the  protection  of  the  statute. 

This  report  was  made  necessary  by  the  failure  of  the  de- 
fendant carriers  to  agree  with  the  complainants  on  the  amounts 
due  under  the  decision  of  the  Commission  made  on  the  complaint 
filed  in  1915.  The  carriers  moved  to  dismiss  the  hearing  on 
which  the  order  of  reparation  for  specified  amounts  is  based  be- 
cause the  complainants  have  not  complied  with  No.  5  of  the  Rules 
of  Practice.  The  Commission  said  that  if  the  parties  failed  to 
agree  on  the  amount  due  or  any  other  contingency  arose  by  vir- 
tue of  which  further  proceedings  were  required  to  insure  substan- 
tial justice,  the  Commission's  power  was  not  impaired  by  the  rule 
and  that  when  the  spirit  and  purpose  of  the  rule  had  been  de- 
feated, neither  party  might  insist  upon  a  literal  compliance  there- 
with. In  other  words,  the  rule  was  prescribed  simply  as  a 
method  for  expediting  the  settlement  of  claims  for  reparation  and 
not  as  an  exclusive  substitute  for  the  hearing  and  order  on  the 
question  of  reparation  provided  by  law.  The  decision  means  that 
if  carriers  do  not  come  to  an  agreement  with  those  entitled  to 
receive  reparation  they  must  go  through  a  formal  hearing  to  a 
final  determination  of  the  amount  each  carrier  must  pay. 

To  the  Alabama  Company  is  awarded  $9,189  from  the  Louis- 
ville &  Nashville;  to  the  Sloss-Sheffield  $68,728  from  that  carrier, 
and  to  the  Woodward  Iron  Co.  $15,579.  The  Alabama  Great 
Southern  is  required  to  pay  $6,118  to  the  Sloss-Sheffield  and 
$12,084  to  the  Woodward  Iron  Co.  The  order  against  the  St. 
Louis-San  Francisco  calls  for  the  payment  of  $15,130  to  the  Sloss- 
Sheffield  and  $7,889  to  the  Woodward.  The  Illinois  Central  is  to 
pay  $1,908  to  the  Sloss-Sheffield  and  $5,027  to  the  Woodward.  The 
Southern  Railway  is  to  pay  $34,239  to  the  Sloss-Sheffield,  and  $406 
to  the  Woodward. 

The  Commission  passed  on  the  claims  of  a  large  number  of 
companies  and  denied  them  either  because  they  were  barred  by 
the  statute  of  limitation  or  because  the  companies  had  not  made 
proper  proof.  The  three  companies  mentioned  were  the  only  ones 
who  escaped  the  statute  of  limitations  and  the  accusation  of  a 
failure  of  proof. 


SWITCHING  AND  SPOTTING 

An  order  directing  the  removal  of  unjust  discrimination  as 
defined  in  the  second  section  of  the  interstate  commerce  law  on 
or  before  June  16  has  been  made  in  a  report,  written  by  Commis- 
sioner McChord,  on  No.  10743,  Allegheny  Steel  Co.  vs.  Pennsyl- 
vania Railroad  Company  and  Director-General,  opinion  No.  6697, 
60  I.  C.  C.  575-8.  The  Commission  held  that  the  failure  of  the 
Pennsylvania  to  switch  and  spot  for  the  complaining  steel  com- 
pany between  the  interchange  track  and  the  points  of  loading  or 
unloading,  or  make  an  allowance  to  the  steel  company  for  per- 
forming that  service  for  itself,  was  not  unreasonable,  but  an  un- 
just discrimination  inasmuch  as  at  steel  plants  in  Pittsburgh  and 
Vandergrift,  Pa.,  the  Pennsylvania  either  does  the  switching  and 
spotting  or  makes  an  allowance  to  the  industry  for  the  work  done 
by  it.  Prior  to  1905  the  Pennsylvania  owned  the  tracks  within 
the  plant  enclosure.  In  that  year  it  sold  the  tracks  to  the  steel 
company  which  has  been  doing  the  switching  since  that  time 
without  any  allowance.  In  1917  the  steel  company  asked  for  an 
allowance  but,  federal  control  intervening,  nothing  came  of  the 
negotiations. 

At  the  hearing  the  Pennsylvania  made  a  formal  offer  to  do 
the  work  but  its  witness  said  that  the  tracks  within  the  en-  ] 
closure  were  not  suited  for  use  by  the  ordinary  type  yard  engine 
used  by  the  Pennsylvania.  The  order  of  the  Commission  requires 
the  railroad  companies  to  file  a  tariff  applying  rates,  charges  and 
practices  that  will  result  in  the  removal  of  the  discrimination,  on 
or  before  June  16.  Commissioner  McChord  said  that  it  did  not 
appear  that  the  complainant  had  been  pecuniarily  damaged  by 
the  failure  and  therefore  denied  reparation. 
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IRON  AND  STEEL  TO  WEST  COAST 

A  third  decision  on  the  question  of  relationship  of  rate*  on 
iron  and  steel  articles  for  export  via  Pacific  ports,  as  between 
Pittsburgh  on  the  one  hand  and  Chicago  on  the  other,  has  been 
miide  in  No.  10595,  Inland  Steel  Co.  et  al.  vs.  A.  T.  &  3.  K.. 
Director-General,  et  al.,  opinion  No.  6710,  60  I.  C.  C.  640-2.  The 
report,  written  by  Commissioner  Meyer,  re-afflrms,  on  further 
lir:irini;.  the  finding,  on  re-argument  in  67  F.  C.  C.  339.  That 
finding  was  that  the  application  of  the  same  rate  on  Iron  and 
Mri>l  articles  in  carloads  from  Chicago,  Terre  Haute,  Vincennes 
and  Pittsburgh  to  Pacific  ports  was  unduly  prejudicial  to  Chi- 
cago, Terre  Haute  and  Vincennes.  This  further  consideration 
of  the  matter  leaves  the  rate  relationship  undisturbed,  Chicago 
and  Chicago  rate  points  being  6.5  cents  under  Pittsburgh,  plus 
the  increases  authorized  in  Ex  Parte  No.  74. 

Complainants  allege  that  as  Chicago  was  less  distant  from 
Pacific  ports  than  Pittsburgh,  equal  rates  unduly  preferred 
Pittsburgh.  They  pointed  out  that  Chicago,  by  arrangement  of 
rates  made  by  the  carriers,  has  taken  less,  generally,  to  the 
Pacific  ports  than  Pittsburgh.  The  railroads  contended  that  a 
blanket  adjustment  and  equality  were  the  normal  trans-conti- 
nental adjustment,  and  graded  rates  the  exception.  They  argued 
that  the  determination  of  undue  prejudice,  based  solely  on  the 
difference  in  distance  for  the  inland  transportation,  ignored  the 
I'act  that  the  controlling  consideration  in  the  movement  of  ex- 
port traffic  to  me  orient  from  either  Pittsburgh  or  Chicago  was 
the  rail-and- water  combination  via  Atlantic  ports.  They  declared 
that  because  Pittsburgh  was  nearer  the  Atlantic  ports,  they 
should  be  allowed  to  make  depressed  rates  from  Pittsburgh  to 
the  Pacific  ports.  That  fact,  Commissioner  Meyer  said,  had  not 
been  ignored.  He  said  the  Commission  appreciated  that,  in 
order  to  participate  in  the  business  from  Pittsburgh,  the  de- 
fendants had  made  a  through  export  rate  to  Pacific  ports  lower 
than  the  Commission  could  prescribe.  He  added  that  the  Com- 
mission '  had  recognized  their  right  to  meet  competitive  condi- 
tions, which,  under  the  act,  they  could  not  be  required  to  meet, 
provided  that  in  doing  so  they  did  not  create  unjust  discrimina- 
tion. 

The  railroads,  citing  Board  of  Trade  of  Chicago  vs.  A.  T.  & 
S.  F.,  I.  C.  C.  438,  observed  that  prejudice  must  ordinarily 
be  of  advantage  to  the  one  alleged  to  have  been  favored.  They 
contended  that  no  advantage  to  Pittsburgh  had  been  shown. 
Commissioner  Meyer  said  he  thought  the  showing  made  by  the 
defendants  themselves,  that  the  export  tonnage  through  Pacific 
ports  from  Pennsylvania  between  April  21,  1919,  and  May  31. 
1919,  when  there  was  no  difference  in  rates,  was  62.1  per  cent 
of  the  total  tonnage  from  Pennsylvania  and  the  Indiana-Illinois 
points,  made  it  obvious  that  the  export  rate  was  of  advantage  to 
Pittsburgh. 

In  a  dissent.  Commissioner  Daniels  expressed  the  opinion 
that  Pittsburgh  obtained  no  advantage  from  equality  of  rates; 
that  its  advantage  arose  from  the  fact  that  combined  rail  and 
water  rate  through  the  Atlantic  ports  is  more  advantageous  at 
all  times  than  combination  on  Pacific  ports.  His  opinion  is  that 
the  blanketing  of  the  export  rate  is  not  unlawful,  but  is  war- 
ranted by  reason  of  the  more  acute  competition  at  Pittsburgh. 


OHIO  INTRASTATE  FARES 

Application  of  the  general  principle  on  which  the  Commis- 
sion has  stricken  down  state  rates  out  of  line  with  the  level 
of  rates  prescribed  by  it  in  Ex  Parte  No.  74,  has  been  made 
in  a  report  by  Commissioner  Meyer  on  No.  11299,  William  Wylie 
Beall  vs.  Wheeling  Traction  Co.,  opinion  No.  6703,  60  I.  C.  C. 
600-8,  with  Commissioner  Aitchison  dissenting  but  not  writing 
a  separate  opinion.  The  Commission  held  that  certain  intra- 
state  passenger  fares  of  the  traction  company  in  Ohio  were 
unduly  preferential  of  intrastate  passengers,  unduly  prejudicial 
to  interstate  passengers,  and  unjustly  discriminatory  against 
interstate  commerce. 

It  found  that  the  undue  prejudice  and  preference  and  unjust 
discrimination  could  and  should  be  removed  by  fixing  the  intra- 
state cash  passenger  fare  between  Martin's  Ferry  and  Bellaire, 
both  in  Ohio,  at  not  less  than  16  cents,  and  the  ticket  fare  at 
not  less  than  13%  cents,  and  fixing  the  intrastate  passenger 
cash  fare,  between  Steubenville  and  Brilliant,  also  in  Ohio,  at 
not  less  than  20  cents,  and  the  ticket  fare  at  not  less  than  16% 
cents. 

In  the  course  of  its  investigation  the  Commission  came  flat- 
faced  against  the  fact  that  the  Steubenville  Company  was  in- 
corporated as  an  electric  street  railroad;  that  its  rails  are  laid 
entirely  in  Ohio  and  that  for  operating  reasons  no  through  cars 
are  run  or  through  tickets  sold  for  journeys  into  West  Virginia. 
Commissioner  Meyer  said  that  these  facts  did  not  stamp  the 
service  it  now  performs  as  purely  intrastate. 

"Whether  it  (the  Steubenville  Company)  be  regarded  as  a 
separate  legal  entity,  or  as  a  division  of  the  traction  company 
which  owns  all  its  capital  stock,"  said  Commissioner  Meyer,  "it 
is  an  electric  railway  engaged  in  interstate  transportation  and 
is  subject  to  our  jurisdiction.  In  reaching  this  conclusion,  we 
are  not  called  upon  to  determine  whether  the  agreement  filed 
of  record  is  an  operating  agreement  or  lease;  to  pass  upon  the 
legal  effect  of  that  document;  or  inquire  if  either  or  both  com- 


panies exceeded  their  corporate  powen  by  entering  Into  It  Under 
some  Intercorporate  arrangement  apparently  recognised  by 
these  municipalities  and  the  state  of  Ohio,  the  property  of  the 
Steubenville  Company  for  nearly  two  yearn  has  been  operated 
by  the  traction  company,  as  a  dtvlHlon  of  Its  system,  and  for 
more  than  a  year  the  traction  company,  which  Is  subject  to  our 
jurisdiction,  has  had  on  file  with  us  tarlffn  naming  fares  for  the 
transportation  of  passengers  between  points  on  that  division  and 
West  Virginia  points.  The  traction  company  also  files  with  the 
Public  Utilities  Commission  of  Ohio  the  Intrastate  fares  alleged 
to  result  In  unjust  discrimination.  If  such  discrimination  be 
found,  it  lies  within  the  power  of  this  Commission  to  requiro 
the  traction  company  to  remove  It." 


SWITCHING  AND  SPOTTING  ALLOWANCE 

The  Commission  has  dismissed  No.  10311,  Downey  Shipbuild- 
ing Corporation  vs.  Staten  Island  Rapid  Transit  Co..  Director- 
General,  et  al.,  opinion  No.  6692,  60  I.  C.  C.  543-8,  holding  that 
the  failure  of  the  defendants  to  switch  and  spot  cars  at  points 
within  the  plant  of  the  complainant  beyond  the  established  In- 
terchange tracks  or  to  make  an  allowance  to  the  shipbuilding 
company  for  performing  that  service  with  its  own  facilities, 
was  not  unreasonable,  unjustly  discriminatory  or  unduly  pre- 
judicial. The  report,  written  by  Commissioner  Daniels  also 
covers  a  sub  number,  Trustees  in  Liquidation  of  Mil  liken  Bros., 
Inc.  vs.  Same. 

The  shipbuilding  company  has  a  standard  gauge  railroad  of 
about  4.5  miles  in  length  within  its  plant.  Its  equipment  con- 
sists of  two  locomotives  and  10  flat  cars.  There  was  conflict 
in  testimony  as  to  whether,  prior  to  early  in  1919,  inbound  ship- 
ments as  a  general  rule  were  delivered  by  the  carrier  on  that 
portion  of  the  interchange  track  within  the  plant,  or  on  the 
carrier's  property  adjoining.  Since  the  early  part  of  1919,  how- 
ever, it  had  been  the  uniform  practice  to  interchange  within 
the  plant  boundary. 

The  Commission  found  that  it  would  have  been  physically 
possible  for  the  trunk  line  to  have  operated  its  switching  engines 
over  the  plant  tracks  to  points  where  cars  were  and  are  placed. 
At  the  hearing  the  trunk  line  defendants  offered  to  do  the 
switching  and  spotting. 

In  disposing  of  the  case  the  Commission  said  it  would  as- 
sume that,  for  the  future,  on  request  and  without  an  order,  the 
defendant  carrier  would  properly  make  good  its  offer  to  spot 
cars,  such  spotting  to  involve  only  one  placement  of  a  car  and 
the  movement  to  be  made  without  interference  and  over  the 
trackage  suitable  for  the  service.  This  service  which  the  trunk 
line  is  supposed  to  render  would  be  similar  to  that  furnished  by 
other  railroads  at  industrial  plants  in  and  around  New  York, 
Newark,  Trenton  and  Waverly,  N.  J.,  at  which  there  are  plants 
engaged  in  fabricating  structural  steel,  which  was  one  of  the 
activities  of  the  complainants. 


RATES  ON  HORSES  AND  MULES 

In  a  report  written  by  Commissioner  Ford  on  No.  11018, 
Wichita  Board  of  Commerce  et  al.  vs.  Alexandria  &  Western, 
Director-General,  et  al.,  opinion  No.  6691,  60  I.  C.  C.  536-42,  the 
Commission  held  that  rates  on  horses  and  mules  in  carloads 
from  Wichita,  Kan.,  to  points  in  Arkansas,  Louisiana,  Texas  and 
to  Memphis,  were  not  unreasonable  except  as  indicated.  It  found 
that  the  rates  to  Memphis  were  unduly  prejudicial  to  the  ex- 
tent that  they  exceeded  the  rates  contemporaneously  maintained 
on  like  traffic  from  Kansas  City  to  the  same  destinations;  and, 
further,  that  the  rates  to  Memphis  were  unduly  prejudicial  to 
the  extent  that  they  exceeded  the  rates  contemporaneously  in 
effect  from  Kansas  City  by  more  than  $10  per  standard  car,  with 
rates  on  larger  cars  in  proportion. 

The  carriers  are  to  remove  the  undue  prejudice  on  or  before 
June  27,  in  accordance  with  the  bases  herein  indicated. 

The  unreasonable  rates  on  which  reparation  is  to  be  made 
are  those  which  violated  -the  aggregate  of  intermediates  part 
of  the  fourth  section.  Such  violations  were  found  on  shipments 
from  Wichita  to  North  Fort  Worth  and  reparation  is  to  be  made 
to  the  C.  B.  Team  Mule  Co. 


RATE  ON  WOOD  PULP 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  10928,  Atlantic  Paper  and  Pulp  Corpora- 
tion vs.  New  Orleans  Great  Northern  et  al.,  opinion  No.  6720, 
60  I.  C.  C.  671-3.  The  condemnation  falls  on  a  combination  rate 
of  54  cents  on  88  carloads  of  wet  wood  pulp,  shipped  from  Feb- 
ruary 1  to  May  21,  1918.  from  Port  Wentworth,  S.  C.,  to  Bogalusa, 
La.,  because  and  to  the  extent  it  exceeded  the  subsequently 
established  rate  of  39.5  cents.  At  the  time  the  shipments  moved 
applications  were  pending  for  the  publication  of  a  rate  of  28.5 
cents,  but  the  New  Orleans  Great  Northern  insisted  on  a  divi- 
sion of  11  cents,  so  the  rate  finally  agreed  upon  was  31.5.  That 
was  a  rate  of  20.5  cents  to  Slidell,  La.,  plus  the  division  insisted 
upon  by  the  delivering  line.  The  report  says  it  is  improbable 
that  there  will  be  any  further  movements  of  wood  pulp  to  Boga- 
luaa,  without  saying  why  the  movement  in  question  took  place. 
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LUMBER  RATES  FROM  CHICAGO 

The  Commission  has  dismissed  No.  10756,  Edward  Hines  Lum- 
ber Co.  et  al.  vs.  Baltimore  &  Ohio  et  al.,  opinion  No.  6701,  60  I.  C. 
C.  590-5,  holding  that  the  rates  on  lumber  from  Chicago  to  points 
in  Eastern  Trunk  Line  and  destinations  in  central  territory 
were  not  unreasonable  or  unjustly  discriminatory.  The  Com- 
mission held  that  they  were,  however,  unduly  prejudicial,  but 
no  damage  had  resulted,  wherefore  the  complaint  was  dismissed. 
The  complaint  asked  only  for  reparation.  It  was  aimed  at  the 
condition  which  obtained  from  July,  1916,  to  October  22,  1918, 
when  Chicago  was  on  the  class  basis,  while  St.  Louis  and  Ohio 
River  crossings  were  on  commodity  rates.  Chicago  received 
commodity  rates  on  October  22,  1918.  The  Commission  held 
that  the  complainant  and  interveners  had  not  proved  damage 
with  that  certainty  that  is  required  as  the  foundation  for  an 
order  of  reparation. 

RATE  ON  SILICA  SAND 

An  award  of  reparation,  on  account  of  an  unreasonable  rate 
on  silica  sand,  has  been  made  in  No.  11518,  Century  Glass  Sand 
Co.  vs.  Director-General,  as  agent,  opinion  No.  6737,  60  I.  C.  C. 
759-60.  From  July  25,  1919,  to  November  10  of  that  year  the 
Director-General  maintained  a  rate  of  $1.80  on  silica  sand  from 
Imperial,  W.  Va.,  to  Pennsboro,  Pa.,  a  distance,  via  the  short  line, 
of  93  miles  and  121  miles  via  the  route  of  movement,  which  was 
used  by  the  Baltimore  &  Ohio  because  of  heavy  grades  and  light 
bridges  over  the  short-line. 

Contemporaneously  the  Director-General  maintained  rates 
from  more  distant  points  in  Pennsylvania  and  Virginia  to  Penns- 
boro actually  and  relatively  lower,  a  rate  of  $1.40  per  ton  being 
operative  from  Dunbar  to  Pennsboro,  a  distance  of  138  miles. 

No  reasons  were  given  in  the  report  as  to  why  the  higher 
rates  were  left  in  or  why  the  Railroad  Administration  had  de- 
clined, without  a  formal  hearing,  to  make  reparation  to  the  basis 
of  the  fl.40  rate  established  by  it  on  November  10,  1919. 


Olivet,  Wiggington  and  Golden  would  be  unreasonable  for  the 
future  to  the  extent  that  they  might  exceed  28  cents  per  100 
pounds  plus  the  increase  authorized  in  Ex  Parte  No.  74.  The 
lower  rates  from  the  points  mentioned  are  to  be  established  on 
or  before  June  18. 


RATES  ON  TIRE  CARRIERS 

The  Commission  has  dismissed  No.  11356,  Buick  Motor  Co. 
(Division  of  the  General  Motors  Corporation)  vs.  Grand  Trunk 
Western,  Director-General  et  al.,  opinion  No.  6719,  60  I.  C.  C. 
669-70,  holding  that  the  rates  imposed  on  automobile  tire  car- 
riers, carloads,  from  Detroit  to  Flint,  Mich.,  during  federal  con- 
trol, were  applicable  and  were  not  unreasonable.  The  complaint 
alleged  that  the  rates  were  unlawful  and  unreasonable  to  the 
extent  that  they  exceeded  the  fifth  class.  The  Official  Classi- 
fication rated  tire  carriers  first  class  when  they  were  other  than 
leather  and  shipped  in  boxes  or  crates.  It  provided  the  same  rating 
for  automobile  parts,  N.  O.  I.  B.  N.,  iron  or  steel,  other  than  engine, 
driving  gear  or  steering  gear,  when  shipped  loose  in  less  than 
carload  quantities,  and  2nd  class,  L.  C.  L.  when  shipped  in  bar- 
rels, boxes  or  crates,  and  5th  class  shipped  loose  or  in  packages, 
carloads,  minimum  30,000  pounds.  The  railroads  contended  that 
the  tire  carriers  were  not  essential  parts  of  an  automobile,  but 
an  accessory.  The  Commission  said  that  to  classify  these  tire 
carriers  as  automobile  parts  would  automatically  increase  the 
rates  charged  on  L.  C.  L.  shipments  of  other  accessories  such  as 
bumper  guards,  shock  absorbers  and  trunk  racks,  for  which 
there  was  no  justification  on  the  record. 


RATE  ON  CRUSHED  STONE 

A  finding  of  unreasonableness  and  award  of  reparation  have 
been  made  in  No.  11447,  J.  M.  Pearson  vs.  M.  K.  &  T.  of  Texas, 
Director-General  et  al.,  opinion  No.  6707,  60  I.  C.  C.  619-20.  The 
Commission  condemned  the  rate  on  crushed  stone  from  New 
Braunfels,  Tex.,  to  DeRidder,  La.,  because  and  to  the  extent  that 
it  exceeded  the  rates  prescribed  in  the  Shreveport  scale  for  ap- 
plication between  Shreveport  and  points  in  Texas.  Under  the 
Shreveport  scale  the  rate  would  have  been  9  cents.  The  class 
D  rate  of  32.5  cents  was  collected.  Had  the  rule  of  a  combina- 
tion of  intermediates  been  observed,  the  charge  would  have  been 
12  cents.  Relief  for  that  departure  was  denied  in  fourth  section 
order  No.  5408,  but  upon  the  request  of  the  carriers  its  effective 
date  was  postponed  pending  a  general  readjustment  of  the  Lou- 
isiana rates.  The  carriers  are  required  to  line  up  their  rates 
in  accordance  with  the  Shreveport  scale  on  or  before  June  18, 
and  also  to  make  reparation  on  or  before  that  date. 


RATES  ON  NATURAL  STONE,  ETC. 

In  No.  11158,  Dewey  Portland  Cement  Co.  vs.  A.  T.  &  S.  F., 
Director-General  et  al.,  opinion  No.  6704,  60  I.  C.  C.  609-12,  the 
Commission  held  that  rates  on  natural  stone  or  grinding  pebbles, 
in  carloads,  from  Denver,  Pueblo,  Arvada,  Mount  Olivet,  Wig- 
gington and  Golden,  Colo.,  to  Dewey,  Okla.,  were  not  unreason- 
able or  otherwise  unlawful.  The  complaint  alleged  that  the 
rates  were  unreasonable  and  asked  for  reparation  on  movements 
on  and  after  December  28,  1917. 

While  the  Commission  said  that  the  rates  in  the  past  were 
not  unreasonable,  it  held  that  the  rates  from  Arvada,  Mount 


ROAD  NOT  COMMON  CARRIER 

On  the  theory  that  the  Higginsville  Switch  Company,  which 
owns  about  four  miles  of  railroad  and  two  engines  and  is  the 
only  railroad  connection  at  Higginsville,  Mo.,  between  the  Chi- 
cago &  Alton  and  the  Missouri  Pacific,  is  not  a  common  carrier, 
because  it  is  owned  by  a  coal  company,  and  carries  only  for  the 
proprietary  interest,  except  once  in  a  while,  the  Commission 
has  dismissed  No.  11319,  Farmers'  Fuel  Co.  vs.  Chicago  &  Alton, 
opinion  No.  6724,  60  I.  C.  C.  715-18.  It  holds  that  the  rates  on 
coal  from  junctions  with  the  switch  company  at  Higginsville, 
published  by  the  defendants,  to  destinations  in  Missouri  and 
Kansas,  are  not  unreasonable,  unjustly  discriminatory,  or  un- 
justly prejudicial. 

The  object  of  the  complaint  was  to  force  joint  rates  from 
the  mines  of  the  complainant  to  the  destinations  on  the  trunk 
lines.  The  Commission  found  there  was  nothing  wrong  with  the 
intrastate  rates  from  the  mines  of  the  complainant  during  fed- 
eral control,  so  that  the  effort  either  to  obtain  reparation  or 
have  the  mines  on  the  little  road  placed  on  an  equality  with  the 
mines  on  the  two  trunk  lines  has  come  to  naught. 

Thirty-five  years  ago  the  mines  now  owned  by  the  complain- 
ant were  opened  by  another  company.  It  built  a  switch  to  con- 
nect with  the  Alton.  The  Missouri  Pacific  and  Alton  do  not 
cross  at  grade  at  Higginsville.  The  coal  road  serves  as  a  con- 
nection between  them  and  occasionally  the  switch  company  is 
used  as  a  medium  of  interchange.  The  report  says  that  the 
rails  on  the  coal  road  are  much  worn  and  that  some  of  the 
bridges  will  not  now  bear  the  weight  of  an  ordinary  road  engine. 
The  coal  road  has  no  passenger  or  mail  service.  It  pays  no  per 
diem,  has  no  team  tracks  or  stations,  its  only  service  being  the 
movement  of  empties  to  the  mines  and  bringing  out  the  loaded 
ones. 

"Complainant  has  made  no  demand  upon  the  defendants  to 
undertake  the  service  performed  by  the  switch  company,"  says 
the  report,  "but  the  switch  company  has  asked  for  the  estab- 
lishment of  joint  rates,  with  a  division  of  15  cents  per  ton  for 
the  services  performed  by  it." 

The  switch  company  was  incorporated  under  the  railroad 
law  of  Missouri  in  1894,  but  no  tariffs  were  filed  or  reports  made 
until  1919,  and  then,  according  to  the  report,  only  for  the  pur- 
pose of  bringing  this  complaint. 


UNREASONABLE  LUMBER  CHARGES 
The  Commission  has  dismissed  No.  11315,  Lowry  Lumber 
Co.  vs.  New  York,  New  Haven  &  Hartford  et  al.,  opinion  No. 
6725,  60  I.  C.  C.  718-9,  holding  that  the  charges  on  four  carloads 
of  lumber  from  Wingate,  Tex.,  to  Little  Falls,  N.  Y.,  reconsigned 
to  Auburn,  Me.,  and  Hartford  and  Thomaston,  Conn.,  based  on 
the  rates  to  and  from  Little  Falls,  plus  demurrage  and  recon- 
signment  charges,  were  not  shown  to  be  unreasonable.  The 
decision  also  covers  three  subsidiary  numbers  of  the  same  com- 
plaint. 


RATE  ON   SAND 

A  finding  of  unreasonableness  and  an  order  of  reparation 
have  been  made  in  No.  11904,  L.  A.  Meron  vs.  Director-General, 
as  agent,  opinion  No.  6728,  60  I.  C.  C.  725,  on  account  of  an  un- 
reasonable rate  on  sand  from  Boonville,  N.  Y.,  to  McKeever, 
N.  Y.,  shipped  in  July,  1918,  on  a  rate  of  $2.80  a  ton.  Contem- 
poraneously the  aggregate  of  intermediates  was  $1.30.  The 
Director-General  confessed  judgment  and  reparation  is  to  be 
made  to  the  basis  of  the  combination  rate.  No  kind  of  compli- 
cation appears  to  have  been  under  consideration  at  the  hearing 
or  argument,  so  that,  as  the  report  makes  the  case  appear,  there 
was  no  reason  why  it  could  not  have  been  settled  informally 
without  hearing  or  argument. 


RATES  ON  BLACKSTRAP  MOLASSES 
An  order  of  dismissal  has  been  entered  in  No.  11363,  Merid- 
ian Traffic  Bureau  et  al.  vs.  Alabama  &  Vicksburg  et  al.,  opinion 
No.  6693,  60  I.  C.  C.  549-50,  on  a  holding  that  the  rates  on  im- 
ported blackstrap  molasses  from  New  Orleans,  Mobile  and  Gulf- 
port  to  Meridian  were  not  unreasonable.  The  complainants  al- 
leged that  from  February  25,  1920,  the  rates  on  blackstrap  mo- 
lasses were  unjust  and  unreasonable.  On  that  date  the  import 
rates  were  canceled,  leaving  in  effect  the  domestic  commodity 
rate.  The  Commission  could  find  no  fault  with  that  adjustment. 


RATE  ON   PLUTO  WATER 

In  a  report  on  No,  11361,  French  Lick  Springs  Co.  vs.  Ahna- 
pee  &  Western  et  al.,  opinion  No.  6706,  60  I.  C.  C.  613-8,  the 
Commission  held  that  the  rates  and  ratings  in  Western  Classifi- 
cation on  drugs  or  medicines  N.  O.  I.  B.  N.  were  applicable  to 
shipments  of  concentrated  Pluto  water,  but  unreasonable  to  the 
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that  ih«'>  exceeded  the  rates  and  ratings  contemporane- 
ously maintained  on  mineral  water,  not  carbonated,  and  analog- 
ous commodities  which  take  the  same  rates.  In  substance,  the 
decision  Is  that  the  water  In  question  Is  properly  classed  as  a 
drug  or  medicine,  but  that  It  Is  unreasonable  to  Impose  on  the 
uncarbonated  water  any  rate  higher  than  the  rate  Imposed  on 
mineral  water. 


REFUND   FOR    MISROUTING 

A  finding  of  misroutlng  and  an  order  to  refund  down  to  the 
basis  of  the  rate  over  the  route  specified  has  been  made  In  No. 
1 1 1 18,  E.  I.  Du  Pont  De  Nemours  &  Co.  vs.  Director-General,  opin- 
ion No.  6708,  60  I.  C.  C.  621-2,  as  to  certain  carolad  shipments  of 
crushed  rock  from  Trap  Rock,  Pa.,  and  of  ashes  from  Coatesvllle, 
Pa.,  to  Carney's  Point,  N.  J.  The  Philadelphia  &  Beading,  with- 
out instructions  from  the  complainant,  routed  the  cars  over  the 
Pennsylvania's  Philadelphla-Camden  bridge  instead  of  forward- 
ing them  via  car  float.  The  Commission  held  that  the  shipper 
could  not  be  penalized  by  being  held  to  pay  the  rate  over  the 
unauthorized  and  more  expensive  route. 


STORAGE  ON  GRAIN  AND  PRODUCTS 
The  Commission,  after  directing  the  refund  of  overcharges, 
has  entered  an  order  of  dismissal  in  No.  10763,  Harlem  Feed  & 
Grocery  Co.  vs.  Lehigh  Valley,  and  Director-General,  opinion  No. 
6712,  60  I.  C.  C.  652-4,  on  a  holding  that  the  storage  charges  at 
Cazenovia,  N.  Y.,  on  carload  shipments  of  grain  and  grain  prod- 
ucts were  not  unreasonable  or  unduly  prejudicial.  It  found, 
however,  that  there  had  been  some  overcharges,  which  It  directed 
to  be  refunded. 


RATE  ON  SILICATE  OF  SODA 

An  order  of  reparation  on  account  of  an  unreasonable  rate 
on  silicate  of  soda  from  Rahway,  N.  J.,  to  Port  Ivory,  N.  Y., 
has  been  made  in  No.  11256,  Procter  &  Gamble  Manufacturing 
Co.  vs.  Pennsylvania  Railroad  Co.  et  al.,  opinion  No.  6705,  60 
I.  C.  C.  613-4.  A  rate  of  12  cents  was  assessed  on  shipments 
moving  in  August  and  September,  1919.  The  shipments  were 
made  from  a  new  plant.  In  September,  1919,  a  rate  of  5.5  cents 
was  established  and  reparation  is  to  be  made  to  that  basis.  A 
commodity  rate  of  5.5  cents  was  in  effect  from  more  distant 
points  when  shipments  began  being  made. 

COTTON  COMPRESSED  IN  TRANSIT 

An  award  of  reparation  on  account  of  unreasonable  rates  on 
cotton  has  been  made  in  No.  11334,  Tarver,  Steele  &  Co  va i.  St. 
Louis  Southwestern,  Director-General,  et  al.,  opinion  No.  b7i», 
60  I.  C.  C.  666-8.  The  allegation  was  that  the  charges  on  cott( 
from  Bradley,  Buckner  and  Waldo,  Ark.,  to  Galveston  com- 
pressed in  transit  at  Texarkana,  Longview  or  Marshall,  Tex., 
were  unreasonable,  unjustly  discriminatory,  unduly  prejudicial 
and  in  violation  of  the  long  and  short  haul  provision.  There 
were  39  shipments  aggregating  569  bales.  They  moved  between 
Xovember  10,  1918,  and  February  17,  1919.  The  complainant 
contended  that  all  the  charges  in  excess  of  75  cents  per  100 
pounds  were  in  violation  of  one  or  more  sections  of  the  act. 
Charges  were  collected  at  the  rates  of  $1.10  from  Bradley,  9 
cents,  93.5  cents  and  $1.70  from  Buckner,  and  79c,  94c  and  $1.70 
from  Waldo.  The  bases  for  these  various  rates,  the  report  says, 
are  not  disclosed.  The  first-class  rate  of  $1.55  governed  by  West- 
ern Classification,  plus  15  cents  per  100  pounds  for  compression, 
said  the  report,  was  applicable  on  all  the  shipments  which  were 
uncompressed. 

The  Commission  found  that  the  charges  collected  on  the 
shipments  which  were  to  have  been  compressed  at  Texarkana 
were  unreasonable  to  the  extent  that  they  exceeded  75  cents,  in- 
cluding compression;  that  the  charges  on  cotton  compressed  at 
Marshall  were  likewise  unreasonable  to  the  extent  that  they  ex- 
ceeded charges  which  would  have  accrued  at  a  rate  of  75  cents 
plus  a  compression  charge  of  15  cents.  Most  of  the  shipments 
were  compressed  at  Marshall. 

RATE  ON  GASOLINE 

A  finding  of  misrouting  has  been  made  in  No.  11185,  Union 
Petroleum  Co.  vs.  Fort  Worth  &  Denver  City  Ry.,  Director-Gen- 
eral, et  al.,  opinion  No.  6713,  60  I.  C.  C.  655-6.  The  complainant 
alleged  that  a  rate  of  52.5  cents  on  nine  carloads  of  gasoline 
from  Iowa  Park,  Tex.,  to  Westwego,  La.,  for  export  between 
October  10  and  23,  1918,  was  unreasonable  to  the  extent  that  It 
exceeded  24.5  cents.  The  shipper  inserted  a  rate  of  44.5  cents  in 
bills  of  lading.  It  moved  Ft.  W.  &  D.  C.  to  Fort  Worth  and 
Texas  &  Pacific  beyond.  Charges  were  collected  at  the  applic- 
able combination  of  52.5  cents,  composed  of  28  cents  to  Fort 
\Vorth,  20  cents  beyond  and  4.5  cents,  the  uniform  increase  on 
petroleum  ordered  after  General  Order  No.  28  had  become  effect- 
ive. Contemporaneously  there  were  commodity  rates  of  28  cents 
to  Beaumont  and  12  cents  beyond,  plus  the  4.5  cents.  The  Com- 
mission found  that  inasmuch  as  the  shipments  could  have  moved 
via  Beaumont  under  the  shippers'  routing  instructions,  they  were 
misrouted  when  forwarded  over  the  route  taking  the  higher  rate. 


The  report  say*  no  evidence  WHM  offered  by  complainant  to 
Hhow  that  the  rate  wax  unreasonable  per  nn  or  relatively  un 
reasonable  as  compared  with  rates  on  similar  traffic  from  other 
Texas  points  to  the  gulf  ports.  It  relied  solely  upon  the  fact  that 
rates  lower  than  domestic  were  customary  and  that  the  lower 
export  rate  of  24.5  cent*  was  subsequently  established.  Thexe 
facts  alone,  the  report  says,  do  not  constitute  a  reason  for  Undine 
the  rate  assailed  unreasonable.  Reparation  Is,  therefore,  to  be 
made  on  account  of  the  mlsrontlng. 


RATES  ON  COAL 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  In  No.  10982,  Electric  Coal  Company  et  al.  vs. 
C.  &  E.  I..  Director-General  et  al.,  opinion  No.  6722.  60  I.  C.  C.. 
683-6,  as  to  rates  on  bituminous  coal  during  federal  control  from 
Bronson  to  Chicago,  Milford  and  Jamaica,  all  In  Illinois,  as 
components  of  through  rates  from  Mlsslonfleld,  111.,  made  by 
combination  on  Bronson.  The  finding  is  that  the  rates  to  Chi- 
cago and  Milford  were  not  unreasonable,  but  the  rate  to  Jamaica 
to  have  been  unreasonable.  The  separate  rate  of  the  electric 
from  Mlsslonfleld  to  Bronson  was  not  passed  upon,  as  that  car- 
rier was  not  under  federal  control.  The  joint  rates  from  Mis 
sionfleld  to  Milford,  effective  June  27,  1919,  were  found  unrea- 
sonable during  the  remainder  of  the  period  of  federal  control. 
The  complaint  was  based  largely  upon  the  fact  that  in  con- 
nection with  the  15  per  cent  case  and  General  Order  No.  28  both 
components  of  the  Bronson  combination  were  increased,  where- 
as complainants  contended  that  in  both  instances  the  increase 
should  have  been  a  single,  one,  and  used  in  the  combination 
through  charge  as  a  unit.  The  finding  is  that  the  rates  from 
Bronson  to  Jamaica  on  coal  originating  at  Missionfield  were  not 
unreasonable  prior  to  June  25,  1918,  but  on  and  after  that  date 
and  during  the  period  of  federal  control  they  were  unreasonable 
to  the  extent  they  exceeded  70  cents. 


RATE  ON  COTTONSEED 

A  finding  of  unreasonableness  and  an  award  of  reparation 
has  been  made  by  the  Commission  in  No.  11381,  Empire  Cotton 
Oil  Co.  vs.  Director-General  as  agent,  Chesterfield  &  Lancaster 
R.  R.  et  al.,  opinion  No.  6716,  60  I.  C.  C.,  661-2. 

The  complaint  covered  two  shipments  of  cottonseed  from 
Pageland,  S.  C.,  to  Atlanta,  Ga.,  which  moved  on  October  31. 
1918,  over  the  Chesterfield  &  Lancaster  to  Cheraw,  S.  C.,  and 
the  Seaboard  Air  Line  to  destination,  on  which  the  joint  Class  D 
rate  of  34  cents  per  100  pounds  was  applied.  Complainant  con- 
tended that  a  reasonable  rate  would  not  have  exceeded  the  com- 
bination of  $4.50  per  net  ton  contemporaneously  in  effect  to 
Mina,  Ga.,  and  asked  for  rate  of  $3.60  per  ton,  which  Is  the  com- 
modity distance  rate  between  points  on  the  Seaboard  for  369 
miles.  Mina,  Ga.,  is  located  within  the  switching  limits  of  At- 
lanta, Ga.,  with  respect  to  traffic  on  which  the  Seaboard  gets 
a  line  haul.  The  Commission  thought  that  the  $4,50  rate  sub- 
sequently established  to  Mina,  Ga.,  would  be  reasonable,  and 
ordered  reparation  down  to  that  figure. 


RATES  ON  GAS  OIL 

In  a  report  on  No.  11114,  Acme  Cement  Plaster  Co.  vs.  Ft. 
Worth  &  Denver  City,  Director  General  et  al.,  opinion  No.  6715, 
60  I.  C.  C.,  659-60,  the  Commission  has  condemned  as  unreason- 
able rates  on  gas  oil  from  Iowa  Park,  Tex.,  to  Acme,  Okla.,  on 
shipments  moving  between  April  11  and  October  21,  1918,  to  the 
extent  that  they  exceeded  the  rates  on  fuel  oil  by  more  than  2.5 
cents.  The  charges  collected  were  without  tariff  authority.  Bills 
for  undercharges  were  rendered  on  the  basis  of  fifth  class  for 
the  shipments.  They  have  not  been  paid.  At  the  hearing  the 
railroads  conceded  that  the  oil  was  gas  oil  and  not  solar  oil 
as  billed,  and  that  a  rate  something  less  than  fifth  class  would 
be  reasonable.  The  complaint  used  the  gas  oil  in  a  Diesel  en- 
gine. The  report  says  that  the  testimony  submitted  as  to 
whether  the  product  was  a  gas  oil  or  fuel  oil  leaves  much  to  be 
desired.  After  the  shipment  moved  a  rate  of  16  cents  was 
established  on  fuel  oil  and  18.5  cents  on  gas  oil.  In  the  big 
Mid-Continent  case  the  Commission  classified  gas  oil  with  fuel 
oil  and  prescribed  a  basis  of  five  cents  under  the  refined  rate 
for  crude,  fuel  and  gas  oil. 


SUBURBAN  PASSENGER  FARES 

The  Commission  has  dismissed  No.  11022.  Greater  Belleville 
Board  of  Trade  et  al.  vs.  E.  St.  Louis  Suburban  et  al.,  opinion 
No.  6733,  60  I.  C.  C.  741-6,  holding  that  the  fares  of  the  suburban 
line  from  Belleville  and  E.  St.  Louis  to  St.  Louis  were  not  and 
are  not  unreasonable,  unduly  prejudicial  or  otherwise  unlawful. 
The  assault  was  upon  the  fares,  both  one  way  and  commutation, 
published  and  collected  by  the  defendant  and  Its  connections 
since  November  1,  1919.  The  attack  was  largely  upon  not  only 
the  Increase  In  the  general  level  of  the  charges  but  also  against 
the  Increases  created  by  the  establishment  of  zones.  The  fares 
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under  consideration  were  those  operated  at  the  time  the  hearing 
was  held.  They  have  been  increased  since  then. 

Defendants'  witnesses  testified  that  electric  interurban  lines 
generally  throughout  that  section  were  charging  3  cents  per 
mile,  having  obtained  injunctions  from  the  federal  courts  where- 
ever  the  provisions  of  state  statutes  established  lower  fares. 
They  showed  that  the  fares  on  the  Belleville  division  had  been 
maintained  on  a  lower  basis  than  those  applying  on  their  other 
interurban  lines. 

After  the  hearing,  the  principal  defendant  filed  tariffs  which 
were  not  protested,  which  increased  the  basis  of  fares  to  ap- 
proximately 3  cents  per  mile.  The  increased  fares  now  in  opera- 
tion were  not  in  issue  in  this  case,  the  Commission  said,  and  no 
opinion  as  to  them  was  expressed  in  this  report 


RATE  ON  GREEN  SALTED  HIDES 

An  order  of  dismissal  has  been  made  in  No.  11310,  Bissinger 
&  Co.,  Inc.  vs.  Director-General,  Union  Pacific  et  al.,  opinion  No. 
6714,  60  I.  C.  C.  657-8,  the  Commission  holding  that  the  rate  on 
green  salted  hides  from  Cheyenne  to  Salt  Lake  City  was  not 
unreasonable.  The  attack  was  upon  a  rate  of  79.5  cents  charged 
on  two  carloads  of  green  salted  hides  shipped  in  February  and 
March,  1918.  The  complainant  contended  that  the  rate  was  un- 
reasonable because  and  to  the  extent  it  exceeded  a  rate  of  63 
cents  contemporaneously  in  effect  on  packing  house  products. 
Defendants'  witnesses  testified  that  no  other  carload  shipments 
had  moved  between  Cheyenne  and  Salt  Lake  City  and  that, 
although  Cheyenne  is  an  assembling  point,  the  general  market 
for  this  class  of  hides  is  in  the  east.  They  offered  comparisons 
to  show  that  the  rate  assailed  was  not  out  of  line  for  similar 
distances  in  the  same  general  territory,  and  contended  that  the 
volume  of  the  traffic  did  not  and  would  not  warrant  the  estab- 
lishment of  a  commodity  rate  the  same  as  on  packing  house 
products. 


OLEOMARGARINE  EXPRESS  RATES 

An  award  of  reparation  has  been  made  in  No.  11217,  Armour 
&  Co.  vs.  American  Railway  Express  Co.,  Director-General,  et  al., 
opinion  No.  6717,  60  I.  C.  C.  663-5,  on  a  holding  that  the  express 
rate  on  oleomargarine,  less  carloads,  from  Kansas  City,  Kan., 
to  Los  Angeles,  were  unreasonable.  Thirty-one  such  shipments 
were  made  between  November  10,  1917,  and  March  18,  1919. 
Rates  of  $5.85  prior  to  July  15,  1918,  $6.43  between  July  15  and 
December  31,  1918,  and  $6.52  after  January  1,  1919,  were  imposed. 
Commodity  rates  of  ?3.98,  $4.38  and  $4.48,  respectively,  were  in 
effect  on  butter  contemporaneously  from  and  to  the  same  points. 
On  June  25,  1919,  the  butter  rate  was  made  effective  on  oleo- 
margarine. 

It  was  shown  at  the  hearing  that  the  butter  rate  is  applied 
on  oleomargarine  in  practically 'every  part  of  the  country.  The 
defendants  insisted  that  the  extension  of  the  butter  rate  to 
oleomargarine  was  not  to  be  taken  as  an  admission  of  the  un- 
reasonableness of  the  class  rates  assessed  on  oleomargarine.  The 
Commission  found,  however,  that  they  were  unreasonable  to 
the  extent  that  they  exceeded  the  butter  rates  and  reparation 
is  to  be  made  to  that  basis. 


INTRASTATE  RATE  SITUATION 

The  Traffic  World  Washington  Bureau 

A  method,  scheme,  plan  or  rule  for  avoiding  a  mass  of 
complaints  about  intrastate  rates,  prescribed  by  itself,  is  being 
sought  by  the  Commission.  Unless  it  finds  one,  its  work  will  be 
immensely  increased  and  the  demand  for  a  repeal  of  some  of 
the  legislation  whereby  it  has  levelled  state  rates  may  be 
strengthened.  At  present,  inequitable  rate  situations  in  various 
states,  especially  Illinois  and  Indiana,  are  taking  up  much  of  the 
time  of  the  commissioners,  McChord  and  Meyer,  who  were 
spokesmen  for  the  Commission  in  disposing  of  the  cases  brought 
by  the  railroads  for  the  condemnation  of  the  state  rates  because 
they  were  not  in  harmony  with  the  level  rates  prescribed  by  the 
Commission  in  Ex  Parte  No.  74.  Other  commissioners,  to  a 
lesser  degree,  are  also  called  on  to  examine  rate  situations  in 
the  states  covered  by  opinions  written  by  them. 

For  the  time  being,  all  rate  authority  is  lodged  in  Washing- 
ton, as  was  the.  fact  during  federal  control.  A  community  or  in- 
dustry desiring  a  change  in  a  local  rate  must  come  to  Washing- 
ton. The  state  commissions  have  not  had  the  temerity  to  take 
hold  of  local  situations  and  issue  orders  respecting  them.  They 
have  not  carried  their  fight  against  national  control  to  the  ex-  ' 
tent  of  asserting  that  they  have  any  power  over  local  rate  situa- 
tions created  by  the  orders  directing  the  removal  of  discrimina- 
tions against  interstate  commerce.  They  have  been  content  to 
keep  the  litigation  on  that  subject  uncomplicated  by  an  assertion 
on  their  part  that  some  part  of  the  order  directing  the  removal 
of  discrimination  against  interstate  commerce  had  been  worked 
in  such  a  way  as  to  show  that  the  order  went  beyond  the  removal 
of  a  discrimination  against  interstate  commerce  because  and  to 
the  extent  that  a  discrimination  had  been  created  against  intra- 
state commerce. 

It  has  been  suggested  that  the  Commission  could  transfer  a 


part  of  the  burden  by  means  of  a  general  permissive  order,  ad- 
dressed to  the  railroads,  directing  them  to  take  up  all  such  situa- 
tions and  dispose  of  them  by  means  of  reductions  so  as  to  re- 
move injustice.  The  railroads  were  directed,  in  Ex  Parte  No.  74, 
to  restore  relationships  as  soon  as  possible.  Some  work  of  that 
kind  has  been  done.  However,  the  changes  suggested  by  rail- 
roads are  not,  as  a  rule,  satisfactory  to  complaining  shippers,  or 
the  complaint  is  that  the  railroads  are  not  diligent  enough  in 
such  matters  to  bring  about  just  relationships.  A  general  per- 
missive order  might  persuade  them  to  show  speed. 

Much  of  the  time  of  Director  Hardie,  of  the  Commission's 
bureau  of  traffic,  is  being  consumed  in  listening  to  complaints 
of  that  kind  and  to  allegations  such  as  those  made  by  the  fruit 
and  vegetable  shippers  that  the  amount  of  the  rates  is  so  great, 
in  many  instances,  that  the  traffic  has  been  practically  destroyed. 
It  was  a  complaint  of  that  kind  to  which  he  gave  ear  at  Dallas, 
March  28.  Complaints  of  relative  unreasonableness,  on  account 
of  the  disturbance  in  state  rates,  caused  by  Ex  Parte  No.  74 
have  been  coming  to  him  practically  every  day  since  the  issu- 
ance of  the  reports  and  orders  in  the  state  cases. 

Apparently  the  troubles  that  once  perplexed  the  classifica- 
tion and  rate  committees  of  the  railroads  and  the  state  com- 
missions of  those  states  have  been  transferred  to  the  desks  of 
the  commissioners,  and  Director  Hardie. 

The  situation  in  those  states  now,  as  in  former  times,  is 
complicated  by  the  clash  of  interest  of  the  railroads  from  the 
different  classification  territories.  They  meet  in  Illinois.  Some 
of  the  eastern  lines  extend  only  to  Chicago,  while  others  go  to 
the  Mississippi  river.  Some  western  lines  go  only  to  the  Mis- 
sissippi while  others  go  to  Chicago.  The  Illinois  Central,  with 
its  own  rails,  is  a  factor  in  each  of  the  three  territories.  The 
same  is  true  with  regard  to  the  Southern  and  its  affiliated  lines, 
and  to  a  lesser  extent,  with  regard  to  some  other  systems. 

For  purposes  of  illustration,  it  may  be  mentioned  that  the 
Illinois  Central  and  the  Big  Four,  with  regard  to  grain  in  south- 
ern Illinois  clash  sharply,  and  that  raises  the  possibility  of  the 
Big  Four  doing  something  in  the  way  of  rates  in  Illinois  to 
which  the  Illinois  Central  would  object,  thus  creating  a  state  of 
facts  on  which  a  charge  of  "relative  unreasonableness"  might 
be  founded.  "Relative  unreasonableness"  may  be  found  by  the 
Commission  when  it  considers  the  effect  of  a  rate  made  by  the 
Big  Four  to  which  the  Illinois  Central  objects.  The  ordinary 
man  would  call  it  unjust  discrimination,  as  between  shippers, 
caused  by  a  Big  Four  rate  that  put  a  shipper  on  the  Illinois 
Central  at  a  disadvantage.  The  Commission  could  order  either 
carrier  to  change  its  rates  so  as  to  restore  the  equilibrium. 

The  question,  however,  is  not  one  of  power,  but  one  of  avoid- 
ing the  labor  inherent  in  the  exercise  thereof  for  the  elimination 
of  troubles  caused  by  intrastate  rates  prescribed  by  federal  au- 
thority. At  this  time  it  seems  as  if  the  only  aid  that  could 
come  to  the  federal  body  could  be  brought  by  the  carriers,  for 
whose  benefit  the  state-made  rates  were  eliminated.  They  now 
have  only  one  instead  of  forty-odd  masters,  at  least  in  the  matter 
of  rates.  The  Commission,  however,  has  not  said  anything  on 
the  subject.  It  has,  however,  dealt  with  every  acute  situation, 
but,  as  before  said,  it  has  not  been  able  to  devise  a  plan,  method^ 
or  scheme  to  enable  it,  without  giving  minute  and  detailed  at- 
tention to  every  local  situation,  to  provide  for  the  disposal  of 
matters  that,  in  the  old  days,  would  have  been  handled  by  the 
state  commissions.  It  may  not  be  possible  to  handle  such  mat- 
ters except  in  the  way  in  which  they  are  being  treated  now — 
namely,  by  detailed  and  minute  consideration  in  Washington — 
but  the  Commission  is  not  ready  to  make  such  an  admission. 


B.  R.  &  P.  BONDS 


The  Buffalo,  Rochester  &  Pittsburgh  Railway  Company  has 
applied  to  the  Commission  for  authority  to  issue  $3,949,000  of 
consolidated  mortgage  4%  per  cent  bonds  under  its  consolidated 
mortgage,  dated  May  1,  1907,  executed  to  the  Central  Trust 
Company  of  New  York  as  trustee.  Of  the  total  issue,  the  com- 
pany proposes  to  issue  $2,449,000  of  bonds  to  refund  existing 
obligations  and  to  reimburse  the  company's  treasury  for  moneys 
advanced  by  it  out  of  income  and  from  other  sources  to  pay  off 
underlying  securities.  The  remainder  of  the  bonds  will  be  issued 
to  enable  the  applicant  by  the  hypothecation  thereof  or  such 
sale  as  may  be  hereafter  authorized  to  reimburse  the  applicant 
for  moneys  expended  and  advanced  by  it  from  income  and  other 
sources  for  additions  and  betterments  since  January  1,  1916. 


LOAN  TO  CHARLES  CITY  WESTERN 

The  Charles  City  Western  Railway  Company  of  Iowa  has 
applied  to  the  Commission  for  a  loan  of  $329,000  from  the  re- 
volving fund  for  the  purpose  of  retiring  a  mortgage  and  notes 
and  to  make  additions  and  betterments  on  its  property.  The 
indebtedness  represented  by  the  mortgage  and  notes  is  approxi- 
mately $318,000.  The  additions  and  betterments  proposed  con- 
sist of  stockyards  at  Charles  .  City,  la.,  estimated  cost,  $4,500; 
stockyard  at  West  Charles  City,  la.,  estimated  cost,  $3,500;  and 
a  stockyard  at  Marble  Rock,  la.,  estimated  to  cost  $3,500. 
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Tentative  Reports  of  the  Commission 


KANSAS  RATE  ADJUSTMENT 

An  e\ti  nslve  review  of  the  rate  adjustment  In  Kansas,  the 
dmdiim  line  in  which  is  the  north  and  south  route  of  the  St. 
l.oiiisSan  Francisco,  is  used  as  a  foundation  by  Examiner  Paul 
O.  Carter  for  a  tentative  report  on  No.  11496,  United  Iron  Works, 
Inc.,  vs.  A.  T.  &  S.  F.  et  al.  In  that  complaint  the  iron  works 
i>rinight.  a  charge  of  unreasonableness  and  undue  prejudice 

nsi  commodity  rates  on  coke  and  pig  iron  from  Chicago  to 
lola  and  Independence,  Kan.,  where  It  has  plants;  commodity 
rates  on  pig  iron  from  Duluth  to  lola,  Independence,  Pittsburg, 
Aurora.  .In]. lin  and  Springfield,  Mo.;  class  rates  on  coke,  pig  iron, 
Iron  and  steel  plates,  from  Chicago  to  lola;  and  commodity 
rates  on  coke  and  pig  iron  and  class  rates  from  Duluth  and 
Chicago  to  lola  as  in  violation  of  the  fourth  section  on  the 
ground  that  lola  is  intermediate  to  Girard,  to  which  lower  rates 
apply. 

The  lines  serving  the  points  of  origin  defended  on  the  ground 
that  in  making  rates  to  the  destinations  they  observed  those 
iiKiile  by  the  St.  Louis-San  Francisco,  which  they  averred  con- 
trols the  direct  and  rate-making  line  between  St.  Louis  and  Kan- 
sas City,  and  that  that  road  uses  its  north  and  south  line  from 
Kansas  City  to  Baxter,  Kan.,  in  adjusting  its  rates. 

Carter  said  the  question  of  how  the  roads  made  the  rates 
had  nothing  to  do  with  the  tests  prescribed  by  the  law,  as  stated 
in  a  number  of  cases  cited  by  him.  His  conclusions  were  that 
the  Commission  should  find  that  the  rates  on  pig  iron,  coke, 
Iron,  and  steel  plates  from  Chicago  and  on  pig  iron  from  Duluth 
to  lola,  and  on  pig  iron  from  Chicago  and  Duluth  to  Independ- 
ence, were  and  are  not  unreasonable  per  se,  but  to  have  been 
and  to  be  unduly  prejudicial  to  lola  and  Independence  to  the 
extent  that  they  exceeded,  or  may  exceed,  to  lola  the  rates 
contemporaneously  maintained  to  Girard;  and  to  Independence 
to  the  extent  that  they  exceeded  or  may  exceed  by  more  than 
20  cents  per  ton  on  coke  and  the  same  amounts  per  gross  ton 
on  pig  iron,  the  rates  on  like  traffic  to  Girard.  He  also  recom- 
mended a  holding  that  the  carload  rates  on  pig  iron  from  Duluth 
to  Pittsburg,  Kan.,  Aurora,  Springfield  and  Joplin,  Mo.,  were 
and  are  not  either  unreasonable  per  se  or  unduly  prejudicial; 
also  that  reparation  should  be  denied  on  the  ground  that  no  dam- 
age had  been  proved. 

DIVISIONS  CONDEMNED 

Attorney-Examiner  M.  A.  Pattison,  in  a  tentative  report  on  No. 
11825,  William  J.  Jackson,  receiver  for  the  Chicago  &  Eastern 
Illinois,  vs.  St.  Louis-San  Francisco,  has  recommended  a  con- 
demnation of  some  of  the  divisions  on  traffic  interchanged  be- 
tween the  C.  &  E.  I.  and  the  Frisco  made  as  a  result  of  the 
agreement  between  the'  two  companies  when  the  Frisco  con- 
trolled the  Chicago  &  Eastern  Illinois.  The  divisions  on  traffic 
interchanged  via  Chaffee,  Mo.,  he  said  should  be  held  to  be  un- 
reasonable and  unduly  prejudicial  against  the  property  now  in 
the  hands  of  a  receiver. 

The  material  allegation  was  that  under  the  divisions  now 
in  force  as  to  traffic  interchanged  at  Chaffee,  the  C.  &  E.  I. 
receives  no  compensation  or  inadequate  compensation  for  the 
haul  between  Thebes  and  Chaffee.  In  brief,  the  complaint  al- 
leged that  inasmuch  as  rates  break  on  the  Mississippi  River,  the 
arrangement  for  the  interchange  at  Chaffee  deprives  it  of  com- 
pensation or  gives  it  insufficient  compensation  for  its  service  east 
and  north  of  Thebes.  The  record  cites  much  of  the  history  of 
the  two  companies  to  show  that  the  agreements  were  not  volun- 
tarily made  by  the  Chicago  &  Eastern  Illinois,  but  were  dictated 
by  the  dominating  influence  of  the  Frisco.  The  influence  of  the 
Frisco  has  been  exercised  ever  since  the  C.  &  E.  I.,  in  1900,  under- 
took the  extension  of  its  line  from  Marion,  111.,  to  Thebes,  more 
than  twenty  years  ago.  The  C.  &  E.  I.  got  into  Thebes  in  1900. 

Pattison  recommended  that  the  Commission  find  that  in  all 
instances  where  joint  rates  on  traffic  Interchanged  at  Chaffee  are 
divided  on  mileage  pro  rata  to  and  from  Thebes  or  Chaffee,  the 
divisions  to  the  C.  &  E.  I.  are  not  unreasonable  or  unduly  prejudi- 
riai.  and  that  on  traffic  crossing  the  Mississippi  River  at  Thebes 
or  Memphis,  where  the  expense  of  crossing  is  borne  by  the 
Frisco,  a  reasonable  division  to  the  Eastern  Illinois  would  be  the 
amount  ordinarily  allowed  to  the  carriers  north  of  Cairo  or 
Thebes. 

A  further  recommended  finding  would  be  that  on  other  traffic 
the  divisions  allowed  the  Eastern  Illinois  are  unreasonable  and 
unduly  prejudicial  and  that  on  L.  C.  L.  traffic  moving  between 
Chicago  and  points  on  the  Frisco  in  southeastern  Missouri  and 
northeastern  Arkansas,  via  Chaffee,  the  Eastern  Illinois  should 
receive  5.5  cents  in  addition  to  the  revenue  accruing  east  and 
north  of  Thebes,  and  on  the  carload  traffic,  except  lumber, 
cents  per  100  pounds.  Rates  on  lumber,  he  said,  should  be  divid- 


ed by  allowing  the  Eastern  Illinois  2  cent*  per  100  In  addition  to 
the  revenue  north  of  Thebes  for  the  m-rvln-  from  Chaffee  to 
Thebes.  Rates  on  coal  from  mines  In  southern  Illinois  from 
stations  on  the  complaining  road  to  Htatlons  on  the  defendant 
should  be  divided,  he  said,  by  allowing  the  Eastern  IllinolB  92.5 
cents  per  ton  to  Thebes,  plus  2  cents  per  100  or  40  cents  per  ton, 
for  the  service  from  Thebes  to  Chaffee. 

The  Eastern  Illinois.  I'attlson  said,  Is  entitled  to  and  should 
receive  the  entire  line-haul  revenue  on  local  traffic  over  its  own 
line  from  and  to  Chaffee. 

Pattison  said  the  suggested  findings  should  be  limited  in 
application  to  traffic  moving  between  stations  on  the  two  roads 
concerned,  but  that  the  principles  should  be  used  In  dividing 
rates  made  in  connection  with  other  roads,  for  its  service  be- 
tween Thebes  and  Chaffee  where  it  now  receives  divisions  based 
on  revenue  to  and  from  Thebes. 


EXEMPTION  FROM  PER  DIEM 

A  recommendation  that  the  complaint  be  dismissed  has  been 
made  by  Examiner  J.  Edgar  Smith  in  a  report  to  the  Commis- 
sion on  No.  11850,  Superior  &  Southeastern  Railway  Co.  vs.  Chi- 
cago, St  Paul,  Minneapolis  &  Omaha  and  Director-General,  as 
agent.  The  complaint  asked  a  finding  that  complainant  In  July, 
1919,  was  an  industrial  common  carrier  and  that  such  a  road  was 
entitled  to  freedom  from  per  diem  charges,  which  also  were 
alleged  to  have  been  unreasonable.  The  complainant,  chartered 
by  Wisconsin  as  a  railroad  corporation,  has  main  and  branch 
lines  in  Bayfleld  county  connecting  with  the  Omaha  road  at  Grand 
View,  Wis.  The  question  of  the  status  of  the  road,  Smith  said, 
did  not  require  decision  by  the  Commission  because  It  was  not 
shown  that  damage  had  been  caused  by  the  infliction  of  per 
diem  on  the  cars  furnished  to  It.  The  road  was  operated  for  the 
convenience  of  the  lumber  interests  controlling  it.  The  indus- 
trial road  claimed  that  cars  put  on  the  interchange  track  by 
the  Omaha  road  should  not  have  been  counted  as  placed  until 
it  actually  removed  them  from  the  interchange.  Such  a  con- 
tention, Smith  said,  was  absolutely  untenable  and  could  never 
be  applied  as  between  either  common  carrier  lines,  common  car- 
riers, and  "industrial  common  carriers"  or  common  carriers  and 
shippers. 


COAL  RATES  AT  SPRINGFIELD,  ILL. 

A  state-made  rate  of  43  cents  on  coal  from  mines  near  Spring- 
filed,  111.,  to  destinations  In  that  city,  adopted  by  the  Railroad 
Administration,  and  increased  to  58  cents,  September  10,  1919, 
has  been  recommended  for  condemnation  as  unreasonable  by 
Examiner  C.  M.  Bardwell,  in  a  tentative  report  on  No.  11781, 
Citizens  Coal  Mining  Co.  vs.  Director-General.  He  recommended 
reparation  to  the  basis  of  a  subsequently  established  rate  of 
20  cents,  $6.50  per  car  minimum.  That  lower  rate  was  made 
operative  September  19,  1919.  The  43  cent  rate  was  prescribed 
by  the  Illinois  commission  for  hauls  of  more  than  two  but  not 
more  than  four  miles.  That  rate  was  paid  on  81  carloads.  The 
higher  rate  was  assessed  on  15  other  carloads.  Each  also  bore 
a  switching  charge  of  $5  per  car,  imposed  by  the  Wabash.  That 
rate  was  not  attached.  The  Chicago,  Peoria  &  St.  Louis  had  the 
line-haul.  The  Director-General,  on  the  theory  that  only  a  switch- 

,  ing  service  was  being  performed,  reduced  the  rate  to  20  cents 

'  per  ton,  $6.50  per  car  minimum. 


BEEF,  COLUMBUS  TO  NEW  YORK 

In  a  tentative  report  on  No.  11867.  Morris  ft  Company  vs. 
Director-General,  as  agent,  Examiner  H.  W.  Archer  has  recom- 
mended a  holding  that  a  class  rate  of  69.5  cents  on  frozen  beef 
from  Columbus,  O.,  to  New  York  was  unreasonable  to  the  ex- 
tent that  it  exceeded  36.5  cents  and  that  reparation  be  awarded 
to  that  basis. 

The  meat,  sold  to  the  British  government,  moved  in  February 
and  March,  1918,  weighing  311,717  pounds,  was  forwarded  via 
the  Panhandle  over  which  no  commodity  rate  applied  from 
Columbus,  on  the  orders  of  the  General  Operating  Committee  of 
the  Railroad  Administration  because  the  New  York  Central  and 
B.  &  O.  routes  were  closed. 

Witnesses  for  the  shipper  admitted  that  they  knew  the  rate 
situation.  They  also  testified  that  they  had  never  used  the  Pan- 
handle route  because  it  did  not  connect  with  the  team  track 
used  by  them  in  New  York.  They  also  knew  that  if  they  had 
desired  to  use  that  route  they  could  have  Invoked  rule  77  for 
a  rate  from  Columbus  as  the  rates  from  Dayton  and  other 
points  west  of  Columbus.  They  did  nothing  because  they  knew 
that,  regardless  of  their  preference  in  routing,  the  operating  com- 
mittee would  have  said  via  what  route  the  beef  should  move. 

The  carriers  contended  that  the  complainant  did  not  have  to 
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ship  at  the  time  it  did,  but  could  have  supplied  the  meat  from 
other  storage  plants  or  waited  until  the  embargoed  routes  were 
open.  The  complainant  said  that  due  to  war  conditions  it  would 
not  have  conducted  its  business  in  that  way.  Archer  seemed 
to  pay  particular  attention  to  the  fact  that  regardless  of  whether 
the  shipper  had  or  had  not  expressed  a  preference  his  traffic 
would  have  been  handled  for  the  convenience  of  the  Railroad 
Administration,  and  that  it  would  have  had  to  observe  the  lowest 
rate.  Therefore  he  recommended  reparation. 

RATE  ON  CATTLE  AND  HOGS 

An  order  directing  reparation  is  proposed  in  a  report  to  the 
Commission  by  Examiner  C.  I.  Kephart,  on  No.  11854,  Birming- 
ham Packing  Co.  vs.  New  Orleans  &  North  Eastern  et  al.,  on  a 
finding  that  a  rate  of  $77  per  car  of  cattle  and  hogs,  in  1916  and 
1917,  from  Chalmette  or  Port  Chalmette,  La.,  to  Birmingham, 
Ala.,  was  unreasonable  because  and  to  the  extent  that  it  exceeded 
168. 

This  case  is  in  the  nature  of  an  appendix  to  Alabama  Pack- 
ing Co.  vs.  A.  G.  S.,  48  I.  C.  C.,  in  which  the  Commission  con- 
demned the  $77  per  car  rate  from  New  Orleans  to  Birmingham 
as  unreasonable  to  the  extent  that  it  exceeded  $68  per  car.  That 
decision  was  made  in  February,  1918,  after  federal  control  had 
come.  The  Commission  issued  no  order  because  the  railroads 
said  they  were  revising  their  rates  so  as  to  publish  one  of  $68 
from  New  Orleans  to  Birmingham.  The  Commission,  however, 
said  the  carriers  should  re-align  their  rates  in  accordance  with 
those  proposed  at  the  hearing,  at  which  the  carriers  announced 
iheir  intention  to  make  a  rate  of  $68  from  New  Orleans. 

The  Louisville  &  Nashville  promptly  published  the  $68  rate 
but  the  New  Orleans  &  North  Eastern  and  its  connections  failed 
to  do  so.  When  the  complaining,  company  asked  the  defendants 
herein  to  make  refunds  they  declined  on  the  ground  that  22  of 
the  cars  involved  were  from  Port  Chalmette  and  that  the  deci- 
sion applied  only  from  New  Orleans,  although,  for  rate-making 
purposes,  Jackson's  battlefield,  now  covered  in  part  by  stock- 
yards, is  part  of  New  Orleans  for  rate-making  purposes,  as  well 
as  for  parochial  and  city  government.  It  is  also  a  part,  of  the 
New  Orleans  rate  territory  in  the  tariffs  of  the  defendants,  ac- 
cording to  the  declaration  of  the  examiner. 

At  the  hearing  the  carriers  said  they  had  not  lined  up  their 
rates  in  accordance  with  the  original  decision  because  federal 
control  and  General  Order  No.  28  intervened.  After  the  general 
order  was  issued  they  said  nothing  was  done  toward  bringing 
the  $77  rate  to  $68  because  a  general  revision  of  live  stock  rates 
and  fourth  section  corrections  in  the  southeast  had  been  under- 
taken by  a  committee  which  would  soon  finish  its  work. 

After  the  hearing  the  carriers  published  tariffs  to  become 
effective  April  1.  In  those  tariffs  they  gave  effect  to  the  report 
made  in  February,  1918.  The  carriers  will  have  to  return  the 
difference,  with  interest,  for  the  three  years  of  delay,  if  the  ex- 
aminer's report  is  adopted. 


REPARATION  ON  COAL 

Attorney-Examiner  M.  A.  Pattison,  in  a  report  to  the  Com- 
mission on  No.  11681,  Oxford  Paper  Co.  et  al.  vs.  Director-Gen- 
eral, as  agent,  has  recommended  a  finding  of  unreasonableness 
and  an  award  of  reparation  on  all  shipments  of  bituminous  and 
small  sizes  of  hard  coal  from  points  in  Pennsylvania  and  from 
Fairmont,  W.  Va.,  to  Rumford  and  South  Brewer,  Me.,  in  effect 
from  June  25  to  various  days  in  August  and  September,  1918, 
on  which  double  or  treble  increases  were  imposed,  contrary  to 
the  instructions  from  the  Railroad  Administration.  From  the 
Delaware  &  Hudson,  Delaware,  Lackawanna  &  Western,  and  Erie 
stations  to  destinations  on  the  Maine  Central,  including  Rum- 
ford  and  Brewer,  only  one  increase  was  made,  either  because 
they  had  joint  rates  in  effect  at  the  time  General  Order  No.  28 
became  effective,  or  because  they  hurried  and  prepared  tariffs 
before  June  25,  in  accordance  with  instructions,  that  had  the 
effect  of  applying  the  increase  only  once  to  the  through  charge, 
whether  that  was  ascertained  by  consulting  a  joint  rate,  or  by 
consulting  the  tariffs  showing  how  the  combinations  were  to  be 
made. 

Some  of  the  combinations  were  based  on  the  Mechanicsville 
or  Rotterdam  Junction  gateways  and  some  on  the  gateways  to 
Portland  and  Portland  and  beyond.  Treble  increases  were  made 
in  the  charges  calculated  by  using  the  combination  on  the  gate- 
ways to  Portland  and  the  local  rates  beyond  Portland. 

The  complainant  argued  that,  because  the  Railroad  Adminis- 
tration, for  more  than  two  years  after  July  and  August,  1918, 
maintained  the  rates  that  had  been  inflated  by  only  a  unit  in- 
crease on  the  whole  charge,  the  double  and  triple  increases  were 
shown  to  be  unreasonable. 

The  Railroad  Administration  claimed  that,  because  the  rate  to 
Portland  was  made  to  compete  with  the  rate  through  the  Virginia 
Capes,  it  was  sub-normal  and,  therefore,  not  to  be  used  as  a  yard 
stick  for  measuring  the  rates  to  Rumford  and  Brewer.  But  the 
complainants  countered  on  that  contention  by  calling  attention 
to  rates  for  even  longer  hauls  where  there  could  be  no  claim 
of  water  competition  depression,  to  show  that  the  Portland  rate 
was  not  depressed,  although  it  was  so  made  that  it  would  enable 


the  all-rail  carriers  to  put  coal  into  that  place  in  competition 
with  the  coal  from  the  more  distant  fields,  coming  through  the 
Virginia  Capes. 

Inasmuch  as  the  Railroad  Administration,  in  August  and 
September,  1918,  established  rates  carrying  only  one  increase, 
the  time  that  the  varying  rates  were  in  operation  was  not  long. 
The  reparation,  therefore,  if  ordered  by  the  Commission,  will  be 
in  the  nature -of  a  penalty  for  the  failure  of  the  Director-Gen- 
eral's agents  to  observe  the  rules  laid  down  by  him. 

ZINC-LINED  WOODEN  BOXES 

Examiner  Frank  E.  Mullen,  in  a  report  on  No.  11618,  E.  I. 
du  Pont  de  Nemours  &  Company  vs.  West  Jersey  &  Sea  Shore, 
et  al.,  has  recommended  a  holding  of  unreasonableness  and  an 
award  of  reparation  on  the  movement  of  empty  zinc-lined 
wooden  boxes  from  Haskell,  Parlin,  and  Carney's  Point,  N.  J., 
to  Hopewell,  Va.,  via  Potomac  Yards. 

The  complaint  alleged  that  shipments  in  August  and  De- 
cember, 1917,  and  January,  February  and  March,  1918,  were 
misrouted  and  that  the  rates  on  some  shipments  made  in  Jan- 
uary and  February,  1918,  were  unjust  and  unreasonable. 

Zinc-lined  boxes  were  used  to  bring  wet  nitro-cellulose 
from  the  nitrating  plant  at  Hopewell  to  the  powder  mills  In 
New  Jersey.  They  were  returned  empty  over  the  routes  of  the 
movement  loaded.  Via  Potomac  Yards  and  Norfolk  the  rates 
on  the  loaded  boxes  were  the  same.  Via  Potomac  Yards  the 
rates  on  the  empty  boxes  were  higher  than  via  Norfolk.  The 
movement  via  Norfolk  was  over  two  lines  while  that  via  Poto- 
mac Yards  was  over  four  or  five  lines. 

At  all  times  during  the  war  the  movement  was  heavy  and 
continuous,  amounting  to  nearly  100  cars  per  month.  Owing  to 
the  interruption  of  the  car-float  service  float  between  Cape 
Charles  and  Norfolk,  by  ice  during  the  severe  winter  of  1917- 
18,  the  complainant  authorized  diversion  of  some  cars  to  the 
Potomac  Yards  route,  but  it  later  cancelled  that  authorization. 
Some  of  the  cars  had  been  diverted  before  the  cancellation  was 
received. 

The  carriers  defended  the  difference  in  rates  on  various 
grounds,  but  the  examiner,  relying  on  the  Kaw  River  Sand  & 
Material  case,  59  I.  C.  C.,  350,  pointed  out  that  during  federal 
control  the  railroads  were  operated  as  a  unit.  Further,  he 
pointed  out  that  the  traffic  in  zinc-lined  empty  wooden  boxes 
was  constant  and  of  considerable  volume,  so  there  was  not  the 
justification  that  might  be  were  the  tonnage  light  and  the 
movement  sporadic. 

His  recommendation  is  that  the  rates  be  held  unreasonable 
to  the  extent  that  they  exceeded  22.9  cents,  18,000  minimum, 
from  Haskell,  and  17.8  cents,  minimum  20,000,  from  Parlin  and 
Carney's  Point,  contemporaneously  in  effect  via  Norfolk  and 
that  reparation  be  made  to  the  bases  indicated. 


IMPORTED  FLINT  PEBBLES 

Rates  on  imported  flint  pebbles  from  New  York,  N.  Y.,  to 
Ottawa,  Wedron,  Millington,  and  Oregon,  111.,  moving  within  fifty 
months  prior  to  the  filing  of  the  complaint,  were  not  unreason- 
able, Examiner  C.  M.  Bardwell  holds  in  recommending  dismissal 
of  the  complaint  in  No.  11683,  The  Silica  Sand  Producers'  Traffic 
Association  of  Illinois  vs.  C.  B.  &  Q.,  Director-General,  as  agent 
et  al. 

From  May  1,  1915,  to  May  14,  1918,  the  examiner  said,  the 
rate  on  flint  pebbles  from  New  York  to  Ottawa,  Wedron  and  Mill- 
ington was  25.4  cents  and  to  Oregon  27  cents.  On  the  latter  date 
the  rates  were  increased,  respectively,  to  29  cents  and  31  cents, 
and  on  June  25,  1918,  under  G.  0.  No.  28  they  were  again  in- 
creased to  36.5  and  39  cents.  The  latter  rate  was  reduced  on  De- 
cember 8,  1919,  to  38.5  cents. 

The  complainant,  in  support  of  its  allegations  of  unreason- 
ableness, and  undue  prejudice,  compared  the  rates  attacked  with 
lower  rates  on  glass  sand,  flint,  brick  and  gravel.  The  defendants 
asserted  the  value  of  gravel  was  much  lower  than  that  of  flint  peb- 
bles. The  complainant  admitted,  the  examiner  said,  there  was  no 
competition  between  flint  pebbles  and  any  of  the  other  commod- 
ities included  in  its  rate  comparisons.  The  defendants  contended 
that  in  determining  the  reasonableness  of  rates  on  imported  flinl 
pebbles  the  expensive  service  in  New  York  Harbor,  which  is  not 
involved  in  the  transportation  of  any  of  the  compared  commod- 
ities with  one  or  two  exceptions,  must  be  given  consideration; 
that  the  average  revenue  per  car  derived  from  flint  pebbles  un- 
der the  rates  assailed  is  considerably  less  than  that  under  some 
of  the  rates  with  which  comparisons  were  made;  and  that  since 
complainant  failed  to  show  distances  and  other  elements  vital  to 
valuable  rate  comparisons  the  record  is  devoid  of  evidence  upon 
which  the  reasonableness  of  the  rates  assailed  can  be  deter- 
mined. 


MISSOURI  PETROLEUM  PRODUCT  RATES 

Dismissal  of  the  complaint  in  No.  11737,  E.  M.  Wilhoit  Oil 
Co.  .et  al.  vs.  Director-General,  as  agent,  is  proposed  by  Examiner 
Warren  H.  Wagner  on  a  finding  that  rates  charged  for  the  trans- 
portation of  petroleum  products  from  Joplin,  Mo.,  to  certain  des- 
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filiations  iii  ih.-  .-.amr  state  were  not  unreasonable.  The  »lii|> 
menis  involved  moved  during  the  period  from  June  26,  1918,  to 
M.-uvIi  1,  1920,  the  destinations  being  in  southwestern  Missouri  on 
the  Missouri  Pacific  and  the  St.  Louis-San  Francisco.  The  com- 
plainant contended  that  the  rates  charged  on  shipments  of  re- 
fined oils  subsequent  to  August  7,  1918,  over  the  Missouri  Pacific, 
ami  Mil'sc'iincni  to  December  18,  1918,  over  the  Frisco,  were  un- 
reasonable to  the  extent  that  they  exceeded  the  rates  in  effect 
June  25,  1918,  and  that  rates  charged  on  shipments  of  distillate 
;md  fuel  oil  since  June  26,  1918,  were  unreasonable  to  the  extent 
i hai  they  exceeded  80  per  cent  of  the  June  25,  1918,  rates  on  re- 
fined oils.  The  defenants  showed  that  the  rates  assailed  were 
•  •qual  to  or  less  than  certain  rates  in  central  freight  association 
territory  and  that  the  Missouri  oil  rates  were  below  the  general 
level  in  that  vicinity. 


SULPHURIC   AND   MURIATIC   ACIDS. 

Examiner  E.  L.  Gaddess,  in  a  tentative  report  on  No.  11918, 
E.  I.  duPont  de  Nemours  &  Co.  vs.  Pennsylvania  et  al.,  has 
recommended  a  holding  of  unreasonableness  and  an  order  of 
reparation  on  sulphuric  and  muriatic  acids,  in  tank  cars,  from 
Jersey  City,  Newark  and  Bayway  N.  J.,  to  Gibbstown  and 
Carney's  Point,  N.  J.  The  report  also  covers  a  sub-number  of 
thr  same  complaint,  Same  vs.  Director-General,  as  agent.  The 
•  •\aminer  recommends  a  holding  that  the  rates  were  unreason- 
able to  the  extent  that  they  exceeded  15  cents  per  TOO  pounds. 


RATES   ON    SAND   AT    MEMPHIS. 

Examiner  John  T.  Money  has  recommended  the  dismissal 
of  No.  11820,  Missouri  Portland  Cement  Co.  vs.  Director-General 
et  al.,  on  a  holding  that  the  rates  on  sand  from  one  part  of 
Memphis  to  another  on  an  originating  line,  and  to  various 
junctions  on  shipments  destined  to  industries  within  the  same 
switching  limits  on  connecting  lines,  during  federal  control, 
were  not  unreasonable  or  otherwise  unlawful. 


RATE   ON    FRESH    MEAT. 

A  finding  that  the  applicable  rate  of  $1.21  on  fresh  meat 
from  Spokane,  Wash.,  to  Salt  Lake  City,  Utah,  on  a  shipment 
made  in  August,  1917,  was  unreasonble  has  been  proposed  by 
Examiner  C.  M.  Bardwell  in  a  report  on  No.  11797  Armour  & 
Co.  vs.  Oregon  Short  Line  et  al.  Reparation  is  to  be  made 
to  the  basis  of  the  subsequently  established  commodity  rate 
of  $1.05. 


RATE   ON    STEEL   HORSE   COLLARS. 

In  a  report  on  No.  11978,  Barrett  &  Zimmerman  vs.  C.  R.  I. 
&  P.  et  al,  Examiner  Charles  R.  Seal  has  recommended  a  find- 
ing that  the  first  class  any  quantity  rate  of  75  cents  on  steel 
norse  collars  from  Davenport  and  Rock  Island  to  Minnesota 
Transfer  is  not  unreasonable,  but  that  the  packing  regulation 
excluding  horpe  collars  from  shipment  in  bags  is  unreasonable. 
The  complainant  asked  for  a  carload  rating  but  on  the  authority 
of  Wyeth  Hardware  Co.  vs.  A.  T.  &  S.  F.,  the  examiner  said 
there  was  no  reason  for  ordering  a  carload  rating. 


CHARGES   ON    SALT. 

A  recommendation  that  the  charges  be  held  unreasonable  has 
been  made  in  No.  11795,  Armour  &  Co.  vs.  Detroit,  Bay  City  & 
Western  et  al.,  the  traffic  involved  being  salt  moved  in  re- 
frigerator cars  from  Marine  City,  Ludington,  and  Port  Huron, 
Mich.,  to  Chicago,  in  January  and  April,  1918.  The  complainant 
used  some  of  its  refrigerator  cars  for  traffic. the  railroad  could 
not  care  for  in  the  equipment  ordinarily  used  for  that  service. 
The  rate  was  6  cents,  60,000  pounds  and  7.4  cents  on  a  minimum 
of  37,500  pounds.  The  examiner  recommended  that,  inasmuch 
as  the  refrigerators  seldom  could  be  loaded  even  to  50,000 
pounds,  for  the  purpose  of  reparation  the  minimum  be  regarded 
as  48,000  pounds  at  the  6  cent  rate  and  that  reparation  be  made 
in  Hint  basis. 


RATES  ON   PIG   IRON 

Examiner  John  B.  Keeler,  in  a  tentative  report  on  No.  11604. 
&  Davis  et  al.  vs.  A.  T.  &  S.  F.  et  al.,  has  recommended 
a  finding  that  the  rates  on  pig  iron,  from  producing  points  in 
Alabama,  Georgia,  Kentucky  and  Tennessee  to  Tulsa,  Okla.,  had 
not  been  shown  to  be  unreasonable  or  unduly  prejudicial,  but 
that  the  rates  from  the  same  points  of  origin  to  Sand  Springs 
and  Collinsville  were,  are  and  will  be  unreasonable  to  the  extent 
that  they  exceeded  or  may  exceed  the  rates  to  Tulsa.  He  also 
recommended  reparation  and  an  order  requiring  the  carriers 
to  observe  the  Tulsa  rates  as  maxima  to  Collinsville  and  Sand 
Springs. 


CLASSIFICATION    OF    STARTING    DEVICES. 

Examiner  E.  L.  Gaddess  has  recommended  the  dismissal  of 
No.  11738,  Chevrolet  Motor  Company  of  California  vs.  Union  Pa- 
r-ific  et  al..  on  the  ground  that  the  first  class  rate  assessed 
on  what  is  known  as  the  "wiring  harness"  in  a  starting  device 


for  uutomoblleH  on  HI.-  ilicoiy  that  it  wan  an  "electrical  device 
M.O.I. b.n.,"  was  Illegal  and  that  refund  should  be  made.  Oaddess 
Maid  that,  under  the  all-Inclusive  language  used  In  connection 
with  starting  devices,  the  wire*  Included  in  the  shipment  were 
permissible,  because  what  constitutes  a  starting  device  IB  a 
matter  of  opinion  and  one  man's  opinion  is  as  good  as  another's. 
Me  said  the  Commislon  should  direct  the  carriers,  If  they  de- 
sire to  exclude  the  wire  harness,  to  change  their  tariff  no  as 
to  show  their  desire. 


RATES  ON   SAND 

In  a  tentative  report  on  No.  11806,  United  Iron  Works,  Inr.. 
vs.  Missouri  Pacific,  Director-General  et  al.,  Examiner  Myron 
Witters  recommended  a  finding  that  rates  on  sand  from  Fort 
Gibson,  Okla.,  to  Joplln,  Webb  City  and  Springfield,  Mo.,  and 
to  Plttsburg  and  lola,  Kan.,  were,  are,  and  for  the  future 
will  be  unreasonable  and  unduly  prejudicial  to  the  extent  that 
they  exceeded,  exceed  or  may  exceed  6  cents  to  Joplln  and 
Webb  City;  6  cents  to  Springfield  via  the  Frisco  and  7  cents 
via  the  Missouri  Pacific;  6  cents  to  Plttsburg  via  the  Frisco  and 
5.5  cents  via  the  Missouri  Pacific  and  5.5  cents  to  Independence 
and  lola  via  the  Missouri  Pacific,  plus,  in  each  Instance,  the  in- 
creases allowed  in  Ex  Parte  No.  74.  He  also  recommended  repa- 
ration to  the  basis  of  the  rates  recommended. 


RATES  ON  STOCK  CATTLE 

A  modification  of  the  former  report  in  42  I.  C.  C.,  261,  has 
been  recommended  by  Examiner  Myron  Witters,  in  a  tentative 
report  on  No.  8078,  Miller  Brothers  vs.  St.  Louis  &  San  Francisco 
et  al.  The  case  relates  to  rates  on  stock  cattle  from  points 
in  Florida  and  from  Birmingham  to  Memphis.  He  recommends 
a  holding  that  the  increased  rates  from  Gainesville,  Jasper  and 
Brandford  have  been  justified  in  part;  and  that  the  rates  to 
Memphis  from  points  on  the  Atlantic  Coast  Line  were  unreason- 
able to  the  extent  that  they  exceeded  the  following:  Jasper, 
$118  per  car;  Branford,  |125;  Newberry,  |132;  Gainesville,  $133; 
Old  Town,  $136;  King's  Spur,  $136,  and  Finland,  all  in  Florida, 
$144.  He  said  the  Commission  should  further  find  that  the  as- 
sailed rates  from  Jasper  via  the  Georgia  Southern  &  Florida  and 
from  Kissimee,  White  Springs  and  Lake  City,  Fla.,  were  not 
unreasonable,  and  that  it  should  adhere  to  its  former  report  with 
reference  to  the  rates  from  Birmingham  to  Memphis. 


RATES  ON  BARLEY  FLOUR 

A  finding  of  unreasonableness  and  an  order  of  reparation 
have  been  recommended  by  Examiner  Bronson  Jewell  in  a  report 
on  No.  11547,  Pillsbury  Flour  Mills  Co.  et  al.  vs.  Director-General, 
as  agent,  in  which  the  complainants  alleged  that  unreasonable 
rates  were  exacted  on  28  carloads  of  barley  flour,  some  straight 
and  some  mixed,  from  Minneapolis  and  Omaha  to  Los  Angeles 
and  points  in  New  Mexico  and  Arizona,  the  unreasonableness 
consisting  of  the  excess  over  the  rates  on  wheat  flour.  The  ship- 
ments were  made  between  April  1  and  September  20,  1918,  during 
which  time  the  regulations  of  the  Food  Administration  required 
the  use  of  substitutes  for  wheat,  in  specified  percentages.  The 
carriers  tried  to  defend  the  higher  rates  on  barley  flour  on  the 
ground  that  the  volume  of  movement  is  small  in  comparison 
with  rye  and  wheat  flour,  but  Jewell  recommended  a  holding 
that  there  was  no  transportation  reason  why  barley  should  pay 
any  more  than  wheat  flour,  and  that  reparation  should  be  made 
to  the  basis  of  the  wheat  flour  rates. 


RATES  ON   LUMBER,  ETC. 

Examiner  John  B.  Keeler,  in  a  report  on  No.  11529,  Cairo 
Association  of  Commerce  vs.  Chicago,  St.  Paul  &  Omaha  et  al., 
has  recommended  dismissal  on  the  ground  that  the  rates  on  lum- 
ber and  articles  taking  lumber  rates,  from  Cairo  to  Wakefleld. 
Neb.,  were  and  are  not  unreasonable  nor  unduly  preferential  of 
other  points  in  Nebraska.  The  rate  is  34  cents.  The  contention 
of  undue  preference,  Keeler  said,  was  based  largely  upon  rates 
on  roads  other  than  the  Omaha. 


LATE  DECISIONS 

The  Traffic  World  Washington  Bureau 

In  No.  10970,  Interstate  Cottonseed  Crushers'  Association 
vs.  the  Alabama  &  Vicksburg,  the  Commission  held  unreason- 
able any  quantity  rates  on  hair  and  wool  press  cloth  from 
Atlantic  seaboard  points  to  Texas  and  the  southeast  when  ap- 
plied to  carload  shipments  of  30,000  pounds  or  more,  but  not 
otherwise.  The  carriers  are  to  establish  a  carload  rating  by 
July  9,  30,000  pounds  minimum,  subject  to  Consolidated  Classifi- 
cation rule  No.  34. 

In  No.  10987,  Consolidated  Coal  Company  vs.  C.  &  O.,  the 
Commission  held  the  Miller's  Creek  Railroad  to  be  a  common 
carrier  to  which  the  trunk  line  must  extend  group  5  rates  on 
coal  to  C.  F.  A.,  Western  Classification,  and  Canadian  points. 
The  Miller's  Creek  Railroad  was  built  by  the  complainant,  but 
it  Is  now  owned  by  the  B.  &  <>..  having  been  sold  to  that  carrier 
January  1.  1918. 
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PRESIDENT  CONSIDERS  RAILROADS 

The  Traffic  World  Washington  Bureau 

President  Harding,  March  29,  announced  that,  the  railroad 
situation  having  been  represented  to  him  as  being  very  serious, 
he  had  decided  to  call  a  conference  at  the  White  House  with 
Chairman  Clark,  of  the  Interstate  Commerce  Commission,  and 
R.  M.  Barton,  chairman  of  the  Railroad  Labor  Board.  His  de- 
sire is  to  find  out  what  can  be  done.  No  date  was  then  set 
for  the  conference  but  the  President  said  it  would  be  held  at 
the  earliest  possible  day.  It  ifras  held  March  31. 

The  President  was  not  willing  to  say  that  the  wages  the  rail- 
roads are  now  paying  have  had  anything  to  do  with  the  serious- 
ness of  the  railroad  problem.  He  contented  himself  with  saying 
that  he  would  call  Clark  and  Barton  into  conference  with  a 
view  to  ascertaining  what  could  be  done.  It  had  been  repre- 
sented to  him  that  the  railroads  were  operating  at  a  wide  mar- 
gin, on  the  wrong  side  of  the  ledger,  between  operating  revenue 
and  expenses.  He  mentioned  that  among  the  representations 
was  one  that  if  there  was  no  change  in  the  situation  in  the  com- 
ing nine  months,  the  railroads  would  have  an  annual  deficit  of 
$700,000,000.  The  President  was  not  vouching  for  the  accuracy 
of  any  of  the  representations.  His  whole  thought,  as  he  sought 
to  convey  it  to  the  newspaper  correspondents,  was  that  the  situa- 
tion was  very  serious  and  that  he  desired  the  advice  of  chair- 
men Clark  and  Barton  as  to  what  could  be  done  concerning  it. 
He  avoided  any  expressions  on  the  question  of  reductions  in 
wages. 

Among  the  observations  to  which  he  referred  was  the 
declaration  that  rates  on  freight  are  now  higher  than  the  traffic 
would  bear,  especially  on  agricultural  products.  One  declaration 
that  has  been  made  to  him  is  that,  on  agricultural  products 
from  domestic  fields,  the  rail  rates  to  American  ports  are  higher 
than  from  foreign  fields  to  the  same  ports.  His  concern  on 
that  account  seemed  to  be  acute. 

So  serious  is  the  situation  regarded  that  President  Harding 
and  the  members  of  his  cabinet  devoted  practically  the  whole 
of  their  time  at  the  semi-weekly  cabinet  meeting,  March  29,  to 
a  discussion  of  the  phases  brought  forward  by  the  reports  that 
had  been  carried  to  Mr.  Harding.  There  was  a  little  discussion 
of  foreign  trade,  but  most  of  it  had  to  do  only  with  the  serious- 
ness of  the  plight  of  the  railroads. 

Answering  a  question,  the  President  said  that  the  question 
of  Panama  Canal  tolls  had  not  been  taken  up  in  connection 
with  the  discussion  of  the  railroad  problem.  The  President 
seemed  convinced  that  the  railroads,  at  present  rates  and  volume 
of  traffic,  are  operating  at  a  tremendous  deficit,  one  estimate  of 
which  was  1700,000,000,  under  a  statute  designed  to  give  them 
a  net  railway  operating  income  of  not  less  than  $1,134,000,000, 
which  sum  would  be  six  per  cent  on  investment  in  property  de- 
voted to  transportation  service. 

The  President,  in  his  discussion  of  the  railroad  problem, 
showed  no  interest  in  the  question  of  passenger  fares,  which 
some  of  his  callers  suggested  were  just  as  burdensome  as  freight 
rates  and  possibly  as  much  a  cause  of  poor  business  as  high 
freight  rates. 

The  fact  that  the  chairman  of  the  Labor  Board  was  bracketed 
by  the  President  with  the  chairman  of  the  Interstate  Commerce 
Commission  for  consultation  with  a  view  to  finding  some  method 
for  affording  relief,  was  regarded  as  of  significance.  This  is  the 
first  time  any  representative  of  a  labor  organization  or  a  board 
appointed  to  have  to  do  with  labor  questions  has  been  asked 
to  confer  on  a  situation  caused  by  insufficient  revenue  for  the 
railroads  to  sustain  themselves. 

The  fact  that  the  President  abstained  from  any  discussion 
of  the  wage  question  was  taken  rather  more  as  indicating  a 
discussion  of  the  labor  item  in  the  expense  account  than  as  an 
indication  it  would  not  be  mentioned.  If  wages  were  not  to  be 
discussed,  it  was  suggested,  the  chairman  of  the  labor  board 
would  not  be  called  in.  He  knows  nothing  about  the  railroads 
other  than  the  effect  of  wages  on  their  profit  and  loss  account. 
He  would  be  able,  almost  off-hand,  to  tell  the  President  the 
classes  of  railroad  labor  that  appear  to  be  receiving  more  now 
than  similar  workmen  in  other  lines  of  employment.  Public 
officials,  however,  seldom  are  willing  to  admit  that  they  want 
to  discuss  wages. 

The  President  was  not  certain  that  he  would  include  the 
railroad  question  in  his  message  to  Congress  next  month.  It 
was  suggested  that  uncertainty  on  that  point  might  be  due  to  the 
lack  of  a  positive  idea  on  his  part  as  to  what  Congress  could  do 
about  the  matter.  Congress,  in  passing  the  Esch-Cummins  bill, 
did  not  tell  the  Interstate  Commerce  Commission  to  raise  or  to 
lower  rates.  It  merely  indicated  that,  in  its  opinion,  six  per 
cent  would  be  a  reasonable  return  and  instructed  the  Commis- 
sion to  initiate  rates,  which,  in  its  opinion,  would  make  such  a 
return  on  the  value  of  the  property  possible. 

It  is  now  suggested  that  if  the  Commission  could  be  con- 
vinced that  lower  rates  would  result  in  a  larger  return,  it  has 
the  authority  to  reduce  them.  But  the  Commission  has  no 
power  over  wages.  The  Labor  Board  is  the  only  body  that  can 
deal  with  that  phase,  the  largest  item  in  the  expense  account. 
The  railroad  executives  are  not  free  to  deal  with  it  as  their 
judgment  dictates. 


Any  aditional  legislation  that  would  be  pointed,  it  is  sug- 
gested, would  be  a  legislative  command  to  the  Labor  Board  re- 
quiring it  to  consult  with  the  Commission  and  initiate  and 
establish  wages  that,  in  its  judgment,  would  enable  the  railroads 
to  earn  six  per  cent  under  the  rates  established  by  the  Commis- 
sion. Such  a  mandate  would  require  the  Labor  Board  also  to 
consider  the  effect  on  the  investment  of  the  wage  rates  pre- 
scribed by  it. 

Chairman  Clark  of  the  Commission  and  Chairman  Barton  of 
the  Railroad  Labor  Board  conferred  with  President  Harding  for 
more  than  two  hours  March  31  on  the  railroad  situation.  Both 
declined  to  discuss  the  conference. 

Secretary  Christian  said  there  was  nothing  to  give  out  in 
regard  to  the  conference,  which,  it  was  explained,  was  held  for 
the  purpose  of  informing  the  President  as  to  the  railroad  prob- 
lem generally. 

The  President,  it  was  said,  had  no  intention  of  "going  over 
the  heads"  of  the  Commission  or  the  Labor  Board  in  dealing  with 
the  railroad  problem.  It  was  indicated  that  the  President  might 
make  use  of  the  information  obtained  from  the  two  chairmen  in 
his  message  to  Congress  if  he  decides  to  touch  on  the  railroads 
at  that  time. 

No  further  conferences  are  contemplated  for  the  time  being, 
it  was  said. 

Chairman  Clark  said  no  plans  had  been  formulated  at  the 
conference  looking  to  any  joint  action  by  the  Commission  and 
the  Labor  Board. 

"Do  you  see  any  hope  in  the  situation  as  the  result  of  the 
conference?"  the  chairmen  were  asked  after  the  conference. 

"We  saw  that  before  we  came  here,"  replied  Mr.  Barton, 
smiling. 

Presumably,  the  President  simply  had  a  full  discussion  with 
the  chairmen  on  the  transportation  situation  as  viewed  by  them. 

Senator  Cummins,  chairman  of  the  Senate  committee  on 
interstate  commerce,  and  Senator  Kellogg,  a  member  of  that 
committee,  conferred  with  the  President  late  March  30. 

The  belief  that  freight  rates  must  be  reduced  was  expressed 
by  Senator  Capper  of  Kansas  and  Senator  Sterling  of  South 
Dakota,  in  statements  made  by  them.  Senator  Watson  of  Indiana, 
a  member  of  the  Senate  interstate  commerce  committee,  said 
wages  must  be  reduced.  He  said  he  did  not  favor  giving  the 
Commission  any  more  regulatory  power,  as  he  believed  that 
would  be  another  step  toward  government  operation  of  the  rail- 
roads, to  which  he  said  he  was  unalterably  opposed. 


BOARD  BARS  TRAFFIC  LEAGUE 

Following  the  announcement,  March  29,  of  a  resolution 
adopted  by  the  Labor  Board,  March  28,  denying  the  National  In- 
dustrial Traffic  League  permission  to  intervene  in  the  hearings 
concerning  the  so-called  national  agreements,  Luther  M.  Walter, 
attorney  for  the  League,  addressed  a  letter  to  the  secretary  of 
the  board  in  which  he  took  exception  to  some  of  the  points  in 
the  resolution  and  announced  his  intention  of  requesting  permis- 
sion to  argue  orally  the  right  of  the  public  to  be  heard  in  the 
dispute. 

The  resolution  of  the  board  is  as  follows: 

"On  March  15,  1921,  the  National  Industrial  Traffic  League 
presented  an  intervening  petition  praying  that  it  be  made  a  party 
to  the  above  entitled  proceeding,  and  that  the  present  rules  and 
working  conditions  prescribed  by  the  United  States  Railroad  Ad- 
ministration be  found  unjust  and  unreasonable  and  that  in 
lieu  thereof  each  carrier  be  permitted  to  make  just  and  reason- 
able rules. 

"In  support  of  the  prayer  the  petitioner  sets  out  that  its  mem- 
bership is  composed  of  industrial  and  commercial  organizations 
and  representative  shipping  concerns  of  the  United  States;  that 
the  Interstate  Commerce  Commission  has  recognized  petitioner's 
representation  of  the  shipping  public  and  that  its  members  are 
compelled  by  statute  to  apply  rates  of  transportation  for  pas- 
senger and  property  which  will  produce,  on  railroads  subject  to 
the  Interstate  Commerce  Act  in  such  rate  groups  as  the  Interstate 
Commerce  Commission  shall  provide,  an  aggregate  operating 
income  of  six  per  cent  upon  the  fair  value  of  the  property  of  such 
carriers  devoted  to  transportation  purposes  and  operated  under 
honest,  efficient  and  economical  management;  and  that  the  rules 
of  such  carriers  affect  the  aggregate  wage  account  of  common 
carriers  by  railroad  as  well  as  the  wage  rate  paid  and  that  such 
wages  and  working  conditions  constitute  a  very  large  part  of 
the  operating  expenses  of  common  carriers  and  must  be  paid  by 
the  petitioner's  members  and  others  similarly  situated. 

"The  petitioner  also  sets  out  that  this  Board  is  required,  in 
determining  the  justness  and  reasonableness  of  rules  and  work- 
ing conditions,  to  take  into  consideration  the  scales  of  wages 
paid  for  similar  work  in  other  industries.  The  petitioner  makes 
the  averment  that  many  of  its  members  employ  the  same  class 
of  labor  and  employes  in  the  same  kind  of  work  as  those  who 
are  affected  by  the  rules  and  working  conditions  under  consid- 
eration by  this  Board.  Opportunity  is  asked  to  present  such 
data  to  this  Board  for  its  consideration  in  the  determination 
of  the  justness  and  reasonableness  of  rules  and  working  con- 
ditions. 
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"1 'ctll  loner  also  Bets  out  that  whatever  ruleti  and  working 
conditions  are  prescribed  by  this  Board  for  carriers  parties  to 
the  dispute  will  materially  affect  the  rules  and  working  condi- 
tions of  other  than  those  employed  by  carriers. 

••section  309  of  the  transportation  act  provides: 

Any    party   to   any   dispute   to   be  considered   by   an   adjustment 
board  or  by  the  Labor  Board,  shall  be  entitled  to  n  hcnrlng,  either  In 
i  or  by  counsel. 

"The  dispute  in  which  the  petitioner  seeks  to  Intervene  is 
i  In-  undecided  portion  of  the  dispute  referred  to  this  Board  on 
April  15,  1920,  by  the  parties  thereto  and  is  the  dispute  con- 
sidered in  the  conference  of  March  10  to  April  1,  1920,  in  the 
HIV  of  Washington,  D.  C.  The  parties  to  this  conference  were 
i  lu>  organizations  of  employes  named  in  Decision  No.  2  and  the 
furriers  therein  named. 

"The  National  Industrial  Traffic  League  was  not  a  party  to 
i  lie  said  conference  and  is  therefore  not  entitled  to  be  heard  in 
this  dispute. 

"As  it  appears  that  the  petitioner  is  not  entitled  to  be  heard 
as  a  matter  of  right,  it  remains  to  be  determined  whether,  in 
i  lie  judgment  of  the  Labor  Board,  it  should  be  heard  as  a  wit- 
ness helpful  toward  the  determination  of  the  subject  matter  of 
the  dispute. 

"In  the  opinion  of  this  Board,  the  hearing  of  the  said  peti- 
tioner as  a  witness  would  not  be  helpful  and  would  not  be  in 
the  public  interest. 

"If  this  petitioner  is  heard,  other  organizations  of  shippers, 
of  which  there  are  many,  must  be  heard.  If  such  organizations 
are  to  be  heard,  manufacturers,  chambers  of  commerce,  farmers, 
bankers  and  other  interests  must  also  be  heard.  If  these  are 
to  be  heard,  adverse  organizations,  such  as  labor  unions  and 
organizations  whose  members  hold  definite  economic  views  op- 
posed to  the  views  of  those  named,  must  also  be  heard. 

"This  Board  is  required  to  proceed  by  Title  III  of  the  Trans- 
portation Act,  1920,  upon  notice  and  hearing.  Accordingly,  parties 
adverse  to  this  petitioner  are  entitled,  should  the  right  to  inter- 
vene of  this  petitioner  be  granted,  to  adequate  notice. 

"It  can  easily  be  seen  that  to  permit  this  petitioner  to  be 
heard  in  the  pending  dispute  would  produce  long  delay,  the  in- 
troduction of  evidence  remote  from  the  issues  before  the  Labor 
Board  for  decision,  and  would  defeat  the  purpose  of  Congress 
in  establishing  this  Board  for  the  determination  of  disputes  be- 
tween carriers  and  their  employes. 

"For  these  reasons  the  Labor  Board  does  not  deem  it  to  be 
in  the  public  interest  to  permit  the  intervention  of  the  petitioner. 

"This  Board  is  not  unmindful  of  the  public  interest  in  the 
matters  in  dispute  in  this  case  and,  accordingly,  is  securing  all 
available  information  and  data  necessary  to  a  full  understanding 
of  the  dispute  as  it  affects  the  interest  of  the  public  as  well  as 
the  interests  of  the  two  parties  directly  concerned." 

Mr.  Walter  appeared  at  the  hearing,  March  29,  and  requested 
Acting  Chairman  Hangar  to  allow  him  two  minutes  in  which  to 
present  an  answer  to  the  resolution.  Permission  to  interrupt 
the  reading  of  Mr.  Jewell's  testimony,  which  was  then  taking 
place,  was  denied  by  the  acting  chairman,  who  suggested  that 
the  statement  be  made  in  writing  to  the  secretary.  The  follow- 
ing letter,  addressed  to  the  secretary  of  the  board,  was  the 
result: 

"'Receipt  is  acknowledged  of  copy  of  resolution  adopted  by 
the  Railroad  Labor  Board  on  March  28,  1921,  denying  the  prayer 
of  the  intervening  petition  of  the  National  Industrial  Traffic 
League  in  the  above  entitled  matter. 

"No  reference  is  made  to  Paragraph  VI  of  the  petition  which 
prays  the  Railroad  Labor  Board  to  request  the  Interstate  Com- 
merce Commission  to  transmit  to  it  all  data  which  may  be  in  the 
office  of  the  Commission  showing  various  itemized  facts  per- 
tinent to  the  matters  in  issue.  On  behalf  of  the  National  Indus- 
trial Traffic  League  I  ask  immediate  consideration  and  action  by 
the  United  States  Railroad  Labor  Board  on  the  request  set  forth 
in  said  part  of  the  petition. 

"The  National  Industrial  Traffic  League  has  no  desire  to 
prolong  the  consideration  of  the  matters  now  pending  before  this 
board;  it  calls  attention  to  the  fact  that  the  matter  of  rules  and 
working  conditions  has  been  pending  before  this  board  for  ten 
months;  that,  when  the  decision  was  rendered  in  July,  1920,  the 
board  announced  that  it  would  hear  and  determine  the  questions 
involved  in  the  so-called  'national  agreements.'  These  matters 
are  still  pending  and  may  be  considered  for  many  weeks  to  come. 

"The  resolution  of  the  board  states  that  it  is  securing  all 
available  information  and  data  necessary  to  a  full  understanding 
of  the  dispute  as  it  affects  the  interest  of  the  public.  We  ask  how 
this  can  be  done  if  the  recognized  representative  of  the  paying 
public  in  traffic  matters,  viz.,  the  National  Industrial  Traffic 
League,  through  which  this  information  is  most  available,  is  to 
be  excluded  from  participation  in  this  hearing? 

'In  conclusion  may  I  respectfully  request  information  as  to 
what  members  of  the  board,  as  provided  in  Section  307  of  the 
Transportation  Act,  1920,  concurred  in  the  resolution  transmit- 
ted to  me  by  you  with  your  letter  of  the  28th  inst." 

Mr.  Walter  said  that  if  the  information  requested  in  the 
last  paragraph  of  his  letter  was  forthcoming,  and  if  it  showed 
thai  public  members  voted  for  the  exclusion  of  the  League,  a 


letter  stating  the  facts  would  be  addreMed  to  President  Hardline 
requesting  the  resignation  of  such  members.  A  determined  effort 
Is  to  be  made  by  the  League  to  have  competent  board  members 
seated  in  place  of  the  three  whose  terms  expire  next  month. 

I'omimntlng  on  the  possibility  of  taking  up  In  the  district 
court  the  iimtiiT  oi  the  right  to  inicrvi-ne.  Mr.  Walter  said 
hr  did  not  believe  a  federal  judge  would  care  to  rule  on  th»- 
matter,  since  the  letter  of  the  law  merely  states  that  the  parties 
to  the  dispute  should  be  heard.  lie  did  not  think  that  any  judge 
would  care  to  rule  on  matters  purely  discriminatory. 

Short  Llry  Action 

The  board,  March  27,  dismissed  the  petitions  of  16  labor  or- 
ganizations against  67  short  line  railroads.  These  petition)),  af- 
fecting some  4,000  workers,  asked  for  the  same  status  as  to  labor 
classification  and  wages  as  apply  on  the  trunk  lines.  The  board 
pleads  Its  inability  to  take  care  of  the  disputes  on  these  short 
lines  while  those  concerning  rules  and  regulations  on  the  trunk 
lines  are  still  undecided. 

"For  the  reasons  stated,"  the  decision  says,  "without  preju- 
dice to  the  right  of  representatives  of  employes  of  said  carriers 
to  meet  representatives  of  the  carriers  or  any  of  them  in  con- 
ference as  to  wages  and  working  conditions  and  without  preju- 
dice to  the  right  of  the  parties  to  such  conference  to  refer  any 
dispute  undecided  therein  to  this  board  for  decision,  these  dis- 
putes are  dismissed.  This  decision  shall  not  be  considered  as 
affecting  any  wage  increase  now  in  effect  nor  any  agreement  re- 
garding wages  between  any  of  the  carriers  and  their  employes." 

A  party  of  board  representatives,  headed  by  Supervising 
Statistician  Horace  Secrist  and  Chief  Statistician  B.  J.  Banzer, 
left  for  Washington  March  27  to  take  part  in  a  joint  classifica- 
tion conference  with  representatives  of  the  Interstate  Commerce 
Commission.  The  labor  classifications  decided  by  this  confer- 
ence will  be  used  in  the  future  by  both  the  Commission  and  the 
board. 

Walter  Asks  Oral   Argument 

In  a  letter  to  C.  P.  Carithers,  secretary  of  the  U.  S.  Rail- 
road Labor  Board,  March  29,  Luther  M.  Walter,  attorney  for 
the  National  Industrial  Traffic  League,  supplemented  his  previous 
letter  of  the  same  date,  by  formally  requesting  to  be  allowed  to 
present  oral  argument. 

"Supplementing  my  letter  of  even  date,"  the  letter  says, 
"with  reference  to  the  resolution  of  the  Board,  dated  March  26. 
1921,  in  reference  to  the  intervening  petition  of  the  National 
Industrial  Traffic  League  in  the  above  entitled  proceeding 
(docket  No.  101-1),  request  is  respectfully  made  that  I  be  ac- 
corded opportunity  some  time  during  the  present  week  orally  to 
present  argument  in  support  of  the  allegations  of  the  petition, 
particularly  petitioners'  right  to  be  heard." 

Mr.  Carithers'  reply  to  this  letter  merely  acknowledges  its 
receipt  and  begs  "to  advise  that  same  will  be  placed  before  the 
Board  for  consideration." 

Mr.  Walter  would  not  comment  on  the  present  state  of  af- 
fairs with  regard  to  the  petition  of  intervention  other  than  to 
say  that  the  league  would  now  "rest  on  its  oars"  until  further 
advice  was  received  from  the  Board.  He  ventured  the  sugges- 
tion, however,  that  R.  M.  Barton,  chairman  of  the  Board,  who 
left  for  Washington  March  29  to  confer  with  President  Harding 
and  Chairman  Clark  of  the  Interstate  Commerce  Commission, 
would  probably  be  asked  some  pertinent  questions  by  the  Presi- 
dent as  to  why  the  labor  leaders  were  being  permitted  to  pro- 
long the  present  proceedings  when  "every  day  of  delay  is  cost- 
ing the  railroads  close  to  a  million  dollars." 

Hearings   Before   Board 

B.  M.  Jewell,  president  of  the  railway  employes'  section  of 
the  A.  P.  of  L.,  finished  his  argument  before  the  Board,  March 
29,  and  was  followed  by  W.  Jett  Lauck,  consulting  economist  of 
the  labor  organizations.  Mr.  Lauck  presented  a  compilation  of 
a  number  of  reports  of  economists,  industrial  historians,  and 
government  labor  investigators  on  the  subject  of  collective  bar- 
gaining, which  he  claimed  proved  the  national  agreements  to  be 
the  ideal  method  of  dealing  between  the  roads  and  their  em- 
ployes. 

The  rules  and  regulations  hearing  was  suspended  at  noon. 
March  30,  in  order  that  the  Board  might  take  up  the  considera- 
tion of  the  dispute  between  the  New  York  Central  and  its  em- 
ployes, the  first  of  the  wage  disputes  to  come  before  the  Board 
after  conferences  between  managers  and  organized  workers. 

Announcement  was  made  at  the  United  States  Railroad  Labor 
Board,  March  26,  that  W.  G.  Besler,  president  of  the  Central  Rail- 
road of  New  Jersey;  E.  B.  Loomls,  president  of  the  Lehigh  Valley 
Railroad,  and  H.  E.  Byram,  president  of  the  Chicago,  Milwaukee 
A  St.  Paul  Railroad,  had  been  summoned  to  appear  before  the 
board  April  4.  The  call  was  issued  at  the  request  of  B.  M.  Jewell, 
president  of  the  railway  employes'  section  of  the  A.  F.  of  L..  who 
insisted  that  the  testimony  of  these  executives,  all  members  of 
the  former  labor  sub-committee  of  the  Association  of  Railway 
Executives,  was  necessary  In  order  to  make  the  labor  unions'  case 
in  the  dispute  on  national  agreements  complete. 

Mr.  Jewell  continued  his  argument  before  the  board,  March 
26,  following  minutely  the  steps  which  led  up  to  the  adoption  of 
the  national  agreements  by  reading  a  large  volume  of  correspond- 
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ence  between  labor  leaders  and  members  of  the  railroad  adminis- 
tration. He  will  continue  his  testimony  March  28. 

The  proposal  of  the  New  York  Central,  heard  before  the 
Labor  Board,  March  30,  was  for  permission  to  put  into  effect, 
April  1,  a  temporary  reduction  in  the  wages  of  unskilled  workers, 
pending  the  settlement  of  the  request  for  a  general  reduction, 
which  will  probably  not  be  made  for  some  weeks.  General  Coun- 
sel J.  Aronson,  of  the  New  York  Central,  said  this  provisional 
relief  was  the  only  way  of  making  retroactive  a  wage  reduction 
which  the  board  might  later  decide  to  allow  the  railroad.  "When 
raising  wages,"  he  said,  "it  is  possible  to  order  the  railroad  to 
pay  back  wages  for  some  time  which  has  elapsed;  but  it  is,  of 
course,  impossible  to  order  the  men  to  refund  a  part  of  the 
wages  which  they  already  have  received." 

Statistics  to  prove  that  the  general  level  of  wages  have  been 
materially  reduced  in  the  territories  served  by  the  New  York 
Central  in  the  last  eight  months  were  introduced.  These  per- 
tained chiefly  to  unskilled  labor  in  other  lines  than  railroad 
work  and  to  farm  labor.  In  objecting  to  the  railroads'  proposal, 
B.  M.  Jewell,  president  of  the  railway  employes'  section  of  the 
A,  F.  of  L.,  said  the  workers  had  "waited  eight  months  for  the 
increases  finally  awarded  them,  which  increases  are  not  now 
unreasonable.  If  the  employes  had  to  wait,  why  cannot  the  rail- 
roads also  wait?" 

Mr.  Aronson  announced  that  conferences  with  members  of 
the  various  railroad  organizations  on  the  N.  Y.  C.  were  now 
going  on  and  as  soon  as  definite  differences  were  evolved,  the 
cases  would  be  brought  before  the  Labor  Board. 

The  case  was  taken  under  advisement. 

W.  Jett  Lauck,  consulting  economist  for  the  railroad  brother- 
hoods, continued  his  testimony  the  morning  of  March  30,  most 
of  it  being  along  the  lines  of  that  presented  the  previous  day. 
The  session  was  in  charge  of  G.  W.  W.  Hangar,  public  member, 
as  acting  chairman. 

Jewell  Wires  the  President 

At  the  close  of  the  morning  session  of  the  Labor  Board, 
March  31,  at  which  B.  M.  Jewell  and  W.  Jett  Lauck  continued 
testifying  in  behalf  of  the  railroad  workers,  Mr.  Jewell  an- 
nounced that  he  had  dispatched  a  telegram  to  President  Harding, 
apropos  of  the  conference  held  by  the  President  with  Chairman 
.Barton  of  the  Board,  and  Chairman  Clark  of  the  Commission,  in 
Which  the  President  was  urged  to  take  a  stand  in  favor  of  the 
'national  conference  which  the  labor  unions  have  been  advocating. 

"Two  million  railroad  workers  and  their  dependents,"  reads 
the  telegram,  "are  vitally  interested  in  your  efforts  to  effect  a 
solution  of  the  railroad  problem.  Obviously,  no  policy  or  pro- 
gram that  is  unacceptable  to  them  will  be  productive  of  the 
much  desired  result  of  co-operation,  and,  accordingly,  therefore, 
we  urge  that  we  be  given  a  voice  in  the  determination  of  what 
is  to  be  done. 

"We  prefer  at  all  times  to  adjust  points  of  difference  through 
mutual  agreement  with  the  railway  executives,  and,  because  of 
the  present  abnormal  conditions,  we  consider  it  essential  in  the 
interests  of  all  concerned  to  conserve  time  and  effort  by  reach- 
ing an  agreement  through  a  joint  conference. 

"We  urge  that  you  use  your  executive  influence  to  bring 
about  a  conference  between  the  railway  executives  as  they  are 
nationally  organized  and  the  railroad  employes  as  they  are  or- 
ganized nationally  to  undertake  to  compose  the  differences  on 
all  points  in  dispute.  We  have  every  confidence  that  you  can 
arrange  it  and  we  have  every  faith  that  it  will  be  productive  of 
immediate  salutary  results." 

The  afternoon  session  of  the  Board  was  given  over  to  a 
hearing  of  the  complaint  of  the  employes  of  the  St.  Louis  & 
Southwestern  Railroad,  which  road,  the  employes  charge,  has  not 
abided  by  the  wage  increases  ordered  in  the  Board's  decision 
No.  2,  of  July,  1920. 


CUMMINS  DISCUSSES  HARDING  PLAN 

The  Traffic  World  Washington  Bureau 

Senator  Cummins,  chairman  of  the  Senate  committee  on 
interstate  commerce,  discussing  the  decision  of  President  Hard- 
ing to  go  into  the  railroad  situation,  reiterated  his  belief  that 
operating  expenses  must  come  down.  He  said  the  public  could 
not  be  expected  to  pay  higher  transportation  charges. 

"I  do  not  see  that  we  can  do  much  in  the  matter  of  addi- 
tional legislation,"  said  he,  "by  which  I  mean  giving  the  Inter- 
state Commerce  Commission  greater  authority  with  respect  to 
control  over  operating  costs.  If  we  are  to  say  the  Commission 
shall  have  authority  to  tell  a  railroad  how  much  it  shall  spend 
out  of  its  income  for  ties,  locomotives,  and  rolling  stock,  we 
will  have  taken  away  from  the  railroad  company  its  power  and 
its  discretion,  and  will  have  to  be  responsible  for  the  result. 

"At  the  present  time  the  loss  to  the  railroads  due  to  exces- 
sive operating  expenses  falls  on  the  stockholders.  Were  we  to 
increase  the  power  of  the  Commission  to  a  point  where  Com- 
mission control  would  be  established,  the  loss  would  have  to 
be  borne  by  the  taxpayers  and  the  deficit  made  up  out  of  the 
treasury  of  the  United  States. 

"In  my  opinion,  It  is  impossible  to  make  any  material  In- 


crease in  the  power  of  the  Commission  without  bringing  about 
government  instead  of  private  operation." 

The  senator  also  said  again  that  he  did  not  think  reduction 
of  operating  expenses  should  be  confined  entirely  to  reductions 
in  wages. 

"I  believe  that  the  solution  of  the  problem  lies  in  the 
economies  which  the  railroads  themselves  can  bring  about,"  said 
he.  Reductions  in  the  prices  of  coal  and  other  materials  and 
supplies,  Senator  Cummins  said,  will  enable  the  roads  to  affect 
considerable  savings  in  the  coming  year. 

Touching  on  the  investigation  which  he  has  proposed, 
Senator  Cummins  said  it  was  probable  that  the  relationship  of 
water  transportation  to  rail  transportation  would  be  inquired 
into  by  the  Senate  committee.  The  effect  of  the  proposed  repeal 
of  the  Panama  Canal  tolls  law  on  the  revenue  of  the  transconti- 
nental lines,  it  is  expected,  will  figure  in  the  inquiry  also.  It 
is  understood  that  some  of  the  railway  executives  have  brought 
to  the  attention  of  the  Harding  administration  the  effect  that 
repeal  of  the  Panama  Canal  tolls  law  might  have  on  the  revenues 
of  the  transcontinental  lines. 

Prior  to  the  cabinet  meeting,  March  29,  Samuel  Rea,  presi- 
dent of  the  Pennsylvania  Railroad  Company,  conferred  with 
Secretary  of  the  Treasury  Mellon.  Mr.  Rea  also  conferred  with 
Senator  Penrose  of  Pennsylvania.  It  is  understood  he  urged 
on  Senator  Penrose  the  necessity  for  filling  the  two  vacancies 
on  the  Commission. 


WARFIELD  CALLS  CONFERENCE 

The  Traffic  World  Washington  Bureau 

The  executive  committee  of  the  National  Association  of 
Owners  of  Railroad  Securities,  of  which  S.  Davies  Warfield  is 
president,  has  invited  the  heads  of  the  four  big  railroad  brother- 
hoods to  attend  a  conference  in  New  York  April  4  to  discuss  the 
railroad  situation.  A  special  committee  of  twenty-five  members 
of  the  association  was  appointed  for  the  conference. 

"One  weakness  in  the  present  situation  is  lack  of  co-ordina- 
tion between  the  two  governmental  bodies  that  deal  with  the  rail- 
roads; one  adjusts  rates,  the  other  wages,"  said  Mr.  Warfield  in 
a  statement.  "There  should  be  co-ordination  between  the  Inter- 
state Commerce  Commission,  the  rate-making  body  and  the 
United  States  Railroad  Labor  Board  at  Chicago." 

In  a  statement  issued  by  the  association  it  was  declared  that 
"an  immediate  and  partial  remedy  seems  to  lie  in  an  adjust- 
ment of  relations  between  the  railroads  and  their  employes,"  and 
that  "the  hearings  before  the  United  States  Railroad  Labor 
Board  at  Chicago  do  not  evidence  an  early  settlement  of  present 
difficulties." 

The  association  said  that  many  millions  of  citizens  held 
railroad  securities  and  that  they  have  no  collective  means  to 
speak  other  than  through  the  association  and  that  because  of 
the  railroad  situation  the  association  was  prompted  to  call  the 
conference. 


JANUARY  RAILWAY  DEFICIT 

The  Traffic  World  Washington  Bureau 

Complete  reports,  with  the  exception  of  one  road,  from 
Class  I  roads  on  revenues  and  expenses  in  January,  show  a 
deficit  of  $1,167,800  for  the  country  as  a  whole,  according  to 
compilations  made  by  the  Bureau  of  Railway  Economics.  Re- 
ports from  182  roads  last  week  showed  a  net  railway  operating 
income  of  142,000,  but  the  roads  reporting  later  wiped  out  the 
net. 

The  Association  of  Railway  Executives  issued  the  following 
statement  March  30  as  to  January  earnings  and  expenses: 

"Tabulations  of  reports  received  by  the  Interstate  Commerce 
Commission  from  the  railroads  of  the  United  States  show  that 
the  carriers  in  January  suffered  a  deficit  of  $1,167,800,  while 
109  out  of  202  railroads  reporting  to  the  Commission  failed  to 
earn  their  expenses  and  taxes,  compared  with  88  in  December. 

"As  a  result  of  this  deficit  the  carriers  failed  by  $68,439,800 
or  approximately  102  per  cent  to  earn  the  amount  which  it  was 
estimated  they  would  earn  under  the  increased  rates  fixed  by 
the  Commission  in  accordance  with  the  transportation  act.  Under 
this  act,  rates  were  to  be  established  so  as  to  yield  to  the  car- 
riers a  return  of  six  per  cent  on  their  tentative  valuation  fixed 
for  rate  making  purposes  by  the  Commission.  Inasmuch  as  the 
roads  had  a  deficit,  it  is  manifestly  impossible  to  compute  any 
rate  of  return  on  their  valuation. 

"Of  the  109  roads  that  failed  to  make  expenses  and  taxes,  45 
were  in  the  Eastern,  16  in  the  Southern  and  48  in  the  Western 
district. 

"Total  operating  revenues  for  January  were  $468,834,000,  or 
an  increase  of  5  1-5  per  cent  over  those  for  the  same  month  in 
1920,  while  total  operating  expenses  were  $442,474,000,  an  in- 
crease of  6  3-5  per  cent  over  those  for  the  previous  January.  The 
net  railway  operating  income,  however,  was  a  decrease  of  120.6 
per  cent  under  that  for  January,  1920.  In  making  these  tabu- 
lations, $54,136,000  in  back  mail  pay  paid  the  roads  in  January, 
1920,  but  applicable  to  1918  and  1919,  is  not  included. 

"Of  the  total  operating  revenues  for  January,  $323,586,000 
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were  derived  from  freight  traffic,  or  an  increase  of  only  4  1-6 
per  cent,  compared  with  those  for  the  previous  January,  despite 
an  increase  in  rates  effective  last  August  approximating  33% 
per  cent.  Passenger  revenues  for  all  the  carriers  totaled  $106,- 
247,000.  or  an  increase  of  only  14  3-6  'per  cent  compared  with 
i  huso  for  the  corresponding  month  last  year.  An  Increase  of 
L'o  per  cent  in  passenger  fares  also  went  into  effect  last  August. 
The  small  percentage  of  increase  in  freight  and  passenger 
revenues,  however,  is  due  to  the  fact  that  business  during  the 
month  fell  off,  the  net  ton  miles  for  freight  decreasing  approxi- 
mately 14.7  per  cent  and  passenger  miles  approximately  6</2  per 
.•••in,  compared  with  January,  1920. 

"The  net  operating  income  of  the  carriers  for  the  flve  months 
beginning  on  September  1  when  the  guaranty  period  ended, 
totals  $225,167,000,  which  would  be  at  the  annual  rate  of  return 
of  2.84  per  cent  on  their  tentative  valuation.  For  the  first  four 
months,  their  net  operating  income  was  at  the  annual  rate  of 
3.40  per  cent. 

"Reports  from  the  202  roads  which  represent  a  mileage  of 
235,590  miles  show  that  the  roads  in  every  district  fell  far  short 
of  receiving  the  amount  which  it  had  been  estimated  they  would 
earn  under  the  increased  rates.  Those  in  the  Eastern  district 
failed  by  116  per  cent,  in  the  Southern  by  75  per  cent,  and  in 
the  Western  by  100  per  cent,  the  net  operating  income  of  the 
farriers  in  the  latter  district  being  only  $200. 

"With  only  the  report  of  the  Buffalo,  Rochester  and  Pitts- 
burgh Railroad  missing,  the  total  operating  revenues  of  the  car- 
riers in  the  Eastern  district  were  $212,844,000  or  an  increase  of 
11.3  per  cent  over  those  for  January,  1920,  while  total  operating 
expenses  were  $206,380,000,  or  an  increase  of  7.9  per  cent  over 
those  for  the  corresponding  month  last  year.  The  net  operat- 
ing income  showed  a  deficit  of  $4,784,000,  which  was,  however, 
51.7  per  cent  less  than  that  for  the  same  month  last  year,  when 
there  also  was  a  deficit. 

"Complete  reports  from  the  Southern  district  gave  the  total 
operating  revenues  as  $78,557,000,  or  an  increase  of  6.7  per  cent 
over  one  year  ago,  while  operating  expenses  were  $71,441,000, 
which  was  an  increase  of  7.8  per  cent  over  January,  1920.  The 
net  operating  income  was  $3,616,000,  or  a  decrease  of  8.2  per 
cent  compared  with  that  for  the  previous  January. 

"Reports  from  the  Western  district  showed  that  the  operat- 
ing revenues  of  the  carriers  there  were  $177,433,000,  or  a  de- 
crease of  1.9  per  cent  compared  with  one  year  ago,  while  operat- 
ing expenses  were  $164,653,000,  which  was  an  increase  of  4;/£ 
per  cent  over  those  for  the  corresponding  month  one  year  ago. 
The  net  operating  income,  which  totaled  only  $200,  was  approxi- 
mately 100  per  cent  below  that  for  the  same  month  in  1920." 


1,878;    merchandise,  L.  C.    I...   26,872  and   21.6i>_. 

27,909  and  41,008;  total,  1921.  96.256;  1920,  113,739;  1919,  106,114. 

Central  Western  district:  Grain  and  grain  products,  9,962 
and  7,987;  live  stock,  9,694  and  10,867;  coal,  12,750  and  21,740; 
coke,  157  and  455;  forest  products,  3,259  and  6,315;  ore,  1,782 
and  2,967;  merchandise,  L.  C.  L.,  30,503  and  23,656;  mlncellane- 
oua,  30,443  and  45,763;  total,  1921,  98.550;  1920,  119,760;  1919, 
90,547. 

Southwestern  district:  Grain  and  grain  product*.  4,608  and 
3,443;  live  stock,  1,966  and  2.494;  coal,  3.637  and  7,851;  coke, 
142  and  141;  forest  products,  6,415  and  7,504;  ore,  480  and  851; 
merchandise,  L.  C.  L.,  16,895  and  16.666;  miscellaneous  24,021 
and  26,527;  total,  1921,  58,164;  1920,  65,477;  1919,  47,025. 

Total,  all  roads:  Grain  and  grain  products,  36,038  and  32,- 
777;  live  stock.  26,423  and  29,366;  coal,  126.081  and  181,955; 
coke,  6,122  and  11,743;  forest  products,  50,065  and  66,268;  ore, 
6,048  and  15,980;  merchandise,  L.  C.  L.,  208,816  and  168,630; 
miscellaneous,  232,114  and  348,341;  total,  1921,  691,707;  1920, 
855,060;  1919,  699,720. 

L.  C.  L.  merchandise  loading  figures  for  1921  and  1920  are 
not  comparable,  as  some  roads  are  not  able  to  separate  their 
L.  C.  L.  freight  and  miscellaneous  of  1920.  Add  merchandise 
and  miscellaneous  figures  to  get  a  fair  comparison. 


LOADING  OF  REVENUE  FREIGHT 

The  Traffic  World  Washington  Bureau 

The  number  of  cars  of  revenue  freight  loaded  the  week 
ending  March  19  dropped  below  the  700,000  mark,  the  total  being 
691,707,  as  compared  with  702,068  the  preceding  week,  according 
to  the  weekly  report  of  the  car  service  division  of  the  American 
Railway  Association.  In  the  corresponding  weeks  of  1920  and 
1919  the  number  was  855,060  and  699,720,  respectively.  The 
total  for  the  week  ending  March  19  was  approximately  that  for 
the  week  ending  February  19,  when  the  total  was  695,506.  As 
compared  with  the  week  ending  March  5,  when  a  substantial 
increase  in  loading  was  shown,  a  total  decrease  of  21,175  cars 
is  shown. 

As  compared  with  the  corresponding  week  of  1920,  there 
were  decreases  the  week  ending  March  19  in  the  loading  of 
all  commodities,  with  the  exception  of  grain  and  grain  products 
and  merchandise,  L.  C.  L. 

Loading  by  districts  in  the  week  ending  March  19  and  the 
corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  5,384  and  5,584; 
live  stock,  2,548  and  2,980;  coal,  35,647  and  47,695;  coke,  975  and 
4,347;  forest  products,  6,379  and  7,518;  ore,  849  and  3,532;  mer- 
chandise, L.  C.  L.,  52,535  and  38.324;  miscellaneous,  59,563  and 
97,851;  total,  1921,  163,700;  1920,  207,831;  1919,  163,375. 

Allegheny  district:  Grain  and  grain  products,  2,279  and 
2,787;  live  stock,  2,716  and  3,216;  coal,  37,932  and  50,380;  coke. 
3,463  and  4,686;  forest  products,  2,401  and  3,543;  ore,  1,152  and 
4,122;  merchandise,  L.  C.  L.,  40,305  and  43,064;  miscellaneous, 

17.1159  and  71,339;  total,  1921,  137,307;  1920,  183,137;  1919,  143,694. 
Pocahontas  district:     Grain  and  grain  products,  157  and  140; 

live  stock,  61  and  66;  coal,  13,504  and  20,681;  coke,  36  and  749; 

forest  products,  1,529  and  2,045;   ore,  11  and  275;   merchandise, 

L.   C.   1...  2,636  and  145;   miscellaneous,  5,579  and  10,225;   total, 

1921,  23,513;    1920,  34,326;    1919,  30,035. 

Southern    district:     Grain    and    grain    products,    3,241    and 

3,302;   live  stock,  1,804  and  2,053;   coal,  17,642  and  24,417;   coke, 

568  and  145;   forest  products,  13,624  and  17,727;   ore,  728  and 

2,355;    merchandise,  L.  C.  L.,  39.070  and  25,173;    miscellaneous. 

37.540  and  55,628;   total,  1921,  114,217;  1920,  130,800;  1919,  118,- 

B>0. 

Northwestern    district:     Grain    and    grain    products,    10,407 

and  9,534;  live  stock.  7,634  and  7,690;  coal,  4,969  and  9,191;  coke. 

»61  and  3,220;  forest  products,  16,458  and  21,616;  ore,  1,046  and 


CAR  SURPLUS  AND  SHORTAGE 

The  Traffic  World  Washington  Bureau 

In  the  period  from  March  15  to  March  23,  inclusive,  there 
was  the  greatest  average  daily  surplus  of  freight  cars  since 
1906  when  tabulation  of  surplus  and  shortage  figures  was  begun. 
The  total  was  459,411  cars,  an  increase  of  35,002  over  the  pre- 
ceding weekly  period  when  the  average  daily  surplus  was  424,- 
409. 

Records  of  the  American  Railway  Association  dating1  back 
to  1906,  show  that  the  greatest  surplus  from  that  time  until 
March  15  this  year  was  in  March,  1919,  when  the  average  daily 
surplus  was  451,739. 

In  1907  the  average  daily  surplus  ranged  from  47,000  downward; 
in  1908,  381,904  downward;  in  1909,  333,000  downward;  in  1910, 
143,000  downward;  in  1911,  196,000  downward;  In  1912,  151,000 
downward;  in  1913,  73,000  downward;  1914,  242,000  downward; 
in  1915,  327,000  downward;  in  1916,  70,000  downward;  in  1917, 
50,000  downward;  in  1918,  167,000  downward;  in  1919,  451,000 
downward  and  in  1920,  49,000  downward. 

The  surplus  for  the  weekly  period  ending  March  23  was 
made  up  of  the  following  classes  of  equipment:  Box,  164,195; 
ventilated  box,  1,273;  auto  and  furniture,  8,037;  flat,  14,666; 
gondola,  147,241;  hopper,  83,153;  all  coal  (hopper  and  gondola). 
230,394;  coke,  10,994;  S.  D.  stock,  21,264;  D.  D.  stock,  1,066; 
refrigerator,  6,122;  tank,  617  and  miscellaneous,  783. 

The  average  daily  shortage  in  the  week  ending  March  23 
was  476  cars  as  compared  with  594  in  the  preceding  week.  It 
was  made  up  of  the  following  classes  of  equipment:  box,  83; 
fiat,  45;  gondola,  3;  hopper,  4;  S.  D.  stock,  10;  D.  D.  stock,  57; 
refrigerator,  222;  miscellaneous,  52. 

REVENUE  TRAFFIC  SUMMARY 

The  Traffic  World  Washington  Bureau 

A  revenue  traffic  summary  compiled  from  the  reports  of 
large  roads  for  December,  1920,  and  the  twelve  months  ended 
with  December,  was  made  public  by  the  Commission  March  26. 

For  December,  1920,  compared  with  the  corresponding 
month  the  preceding  year,  it  shows  an  increase  in  the  revenue 
tons,  including  tons  from  connecting  carriers,  from  164,353,215 
to  171,740,581;  an  increase  in  the  revenue  tons  carried  one  mile 
from  30,856,283,000  to  31,804,415,000;  an  increase  in  the  freight 
revenue  from  $302,515,680,  to  $384,367,576;  a  decrease  in  the 
average  miles  per  revenue  ton  per  railroad  from  187.74  to  185.19; 
and  an  increase  in  the  revenue  per  ton  mile  from  9.8  mills  to 
12.09  mills. 

The  number  of  revenue  passengers  carried,  decreased  from 
100,805,201,  to  99,181,982;  there  was  a  decrease  in  the  revenue 
passengers  carried  one  mile  from  3,803,166,000  to  3,640,548.000; 
an  increase  in  the  passenger  revenue  from  $99,885,986  to  $114,- 
391,500;  a  decrease  in  the  average  miles  per  revenue  passenger 
per  railroad  from  37.73  to  36.71;  an  increase  in  the  revenue  per 
passenger  per  railroad  from  99.1  cents  to  $1.153;  and  an  increase 
in  the  revenue  per  revenue  passenger  mile  from  2.626  cents  to 
3.142  cents. 

The  summary  for  the  year  shows  an  increase  in  the  average 
number  of  miles  of  road  operated  from  233.572  to  234,644;  an 
increase  in  the  revenue  tons  carried,  including  tonnage  from 
connecting  carriers,  from  2.034,028,287  to  2.234,547,672;  an  in- 
crease in  the  revenue  tons  carried  one  mile  from  364,025,244,000 
to  409,970,656,000;  an  increase  in  the  freight  revenue  from  $3,- 
542,172,620  to  $4,311,171,037;  an  increase  in  the  average  miles 
per  revenue  ton  per  railroad  from  178.97  to  183.47  and  an  in- 
crease in  the  revenue  per  ton  mile  from  9.73  mills  to  10.52  mills. 

The  summary  concerning  passenger  traffic  for  the  year  shows 
an  increase  in  the  number  of  revenue  passengers  carried  from 
1,174,721,842,  to  1,234,222,889;  revenue  passengers  carried  one 
mile,  from  46.192,112,000,  to  46,724,880,000;  an  Increase  in  the 
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passenger  revenue  from  $1,175,536,133,  to  $1,283,676,220;  a  de- 
crease in  the  average  miles  per  revenue  passenger  per  railroad 
from  39.32  to  37.86;  an  increase  in  the  revenue  per  passenger 
per  railroad  from  $1.001  to  $1.040;  an  increase  in  the  revenue 
per  revenue  passenger  mile  from  2.545  cents  to  2.747  cents. 

RAILROAD  WAGES  AND  LIVING  COST 

In  summing  up  the  comparisons  as  to  wages  paid  to  railroad 
employes,  the  cost  of  living,  and  the  net  railway  operating  in- 
come, the  current  issue  of  American  Railroads,  the  official  publi- 
cation of  the  Association  of  Railway  Executives,  says:  "The 
time  has  come  when,  if  the  railroads  are  to  be  efficiently  and 
economically  operated  in  accordance  with  the  provisions  of  the 
transportation  act,  normal  conditions  of  employment  must  be 
restored." 

Most  of  the  issue  is  given  over  to  a  study,  accompanied  by 
charts,  designed  to  show  that  the  wages  of  the  railroad  workers 
have  not  only  kept  pace  with,  but  have  outstripped  the  rise  in 
the  cost  of  living. 

"At  the  level  established  by  the  increased  wage  award  of 
1920,"  it  is  stated,  "railroad  wagies  represented  an  increase  of 
130  per  cent  over  1915,  while  the  cost  of  living  as  estimated  by 
the  National  Industrial  Conference  Board  was  only  90  per  cent 
above  the  cost  of  living  figure  for  1915. 

"In  the  first  years  of  the  war,  it  is  true  that  the  increase 
in  railroad  wages  did  not  keep  pace  with  the  increases  in  the 
cost  of  living,  but  from  1918  onward  the  increase  in  railroad 
wages  has  exceeded  the  increase  in  the  cost  of  living,  and  in 
January  of  this  year,  with  railroad  wages  130  per  cent  higher 
than  they  were  in  1915,  the  cost  of.  living  was  but  80  per  cent 
higher  than  it  was  in  1915,  and  was  steadily  declining. 

"Based  on  the  cost  of  living  figures  issued  by  the  Bureau 
of  Labor,  railroad  wages  are  even  more  in  excess  of  increase  in 
living  costs,  as  shown  by  the  following  table,  which  gives  the 
percentages  of  increase  over  1914: 


Year. 
1915 

Per  cent  increase         ] 
in  average 
wage  over  1914. 
1.83 

Per  cent  increase 
in  cost  of 
living  over  1914. 
2      (Dec.) 

1916 

9.31 

15      (Dec.) 

1917                       

23.04 

32.2   (Dec.) 

1°18 

73.89 

69.3  (Dec.) 

1919                                 .... 

81.74 

93.5   (Dec.) 

*1°20 

121.32 

113      (June) 

•M!)2ll    '.'. 

134.07 

94.5   (Dec.) 

•Before  wage  award.     fAfter  wage  award. 

In  order  to  show  that  the  proportion  of  the  gross  railway 
income  that  goes  into  labor  costs  is  too  great,  several  compari- 
sons of  the  1917  freight  rate  with  the  present  labor  cost  on  cer- 
tain commodities  are  given. 

"In  1917  the  freight  rate  on  a  bushel  of  wheat  from  Kansas 
to  New  York  was  27  cents.  At  the  present  time  the  labor  cost 
alone  of  transporting  a  bushel  of  wheat  from  Kansas  to  New 
York  is  27  cents,  or  the  same  as  the  entire  cost  of  the  operation 
in  1917. 

"On  copper  from  Anaconda,  Montana,  to  New  York,  the  rate 
per  hundred  pounds  in  1917  was  50.75  cents.  The  labor  costs 
alone  at  the  present  time  in  the  movement  of  100  pounds  of 
copper  from  Montana  to  New  York  is  55  cents,  or  4.25  cents  more 
than  the  entire  rate  in  1917. 

"The  freight  rate  on  100  pounds  of  drygoods  from  Lowell, 
Mass.,  to  Seattle,  Wash.,  in  1917,  was  $1.  At  the  present  time 
the  labor  cost  alone  on  such  a  shipment  is  $1.04." 

Among  other  articles  contained  in  this  number  are  a  compila- 
tion from  reports  of  the  Department  of  Labor,  which  show  that 
the  labor  costs  in  other  industries  have  decreased  in  some  in- 
stances as  much  as  33%  per  cent,  and  an  article  commending 
the  National  Industrial  Traffic  League  in  its  efforts  to  obtain  a 
hearing  before  the  Labor  Board  in  the  dispute  over  national 
agreements. 


LABOR  STATISTICS  REPORTS 

The  Traffic  World  Washington  Bureau 

Consideration  of  revision  of  the  basis  upon  which  carriers 
shall  be  required  to  report  to  the  Interstate  Commerce  Commis- 
sion and  the  United  States  Railroad  Labor  Board,  statistical  in- 
formation covering  compensation  and  hours  of  service  of  rail- 
road employes  was  begun  before  representatives  of  the  Commis- 
sion and  the  Labor  Board  March  30.  M.  0.  Lorenz,  director  of 
the  bureau  of  statistics  of  the  Commission,  represented  the  Com- 
mission, and  Horace  Secrist  represented  the  Labor  Board.  A. 
P.  Thorn,  general  counsel  of  the  Association  of  Railway  Execu- 
tives, appeared  for  the  railroads.  There  was  a  large  number 
of  railroad  officials  and  several  representatives  of  railroad  labor 
organizations  present. 

In  explaining  what  the  Labor  Board  desired  to  accomplish 
in  the  way  of  revising  the  regulations  governing  the  filing  of 
reports  by  the  railroads,  Mr.  Secrist  said  it  was  necessary  that 
the  board  have  certain  facts  as  to  wages  and  in  certain  form  to 
enable  it  to  pass  on  the  questions,  which  come  before  it.  The 
wage  data  collected  in  the  past,  he  said,  were  not  fitted  to  the 


needs  of  the  board,  and  presumbably  the  board  was  the  best 
judge  of  the  facts  it  should  have  to  render  its  decisions. 

An  exhaustive  study  of  the  subject  under  consideration,  he 
said,  had  been  made  by  the  board,  with  the  result  that  the  rail- 
road employes  had  been  divided  into  148  classes,  and  the  board 
desired  that  the  railroads,  in  making  their  reports  as  to  compen- 
sation, conform  to  the  basis  of  classification  fixed  by  the  board. 
He  discussed  the  confusion  resulting  from  definitions  of  posi- 
tions by  railroads  differing  from  the  board's  definitions  or  from 
definitions  of  other  railroads.  He  said  the  railroads  and  the 
board  would  have  to  speak  the  same  language  in  defining  posi- 
tions of  employes  and  that  that  was  the  end  the  board  desired 
to  accomplish  by  the  proposed  revisions  of  the  regulations.  He 
also  pointed  out  that  as  the  law  required  the  board  to  compare 
the  wages  of  railroad  employes  with  those  of  employes  in  out- 
side industries  doing  similar  work,  it  was  necessary  that  there 
be  some  basis  for  a  comparison  and  that,  therefore,  it  was  essen- 
tial that  employes  should  be  classified  so  that  their  work  could 
be  compared  with  the  work  done  in  outside  industries.  He 
said  the  board  had  co-operated  with  the  Commission  to  the  end 
that  one  report  would  suffice  for  the  Commission  and  the  board. 

Mr.  Thorn  said  the  railroads  were  willing  to  do  whatever 
was  necessary  to  aid  the  board  in  getting  the  information  it 
desired  but  that  they  had  estimated  that  to  conform  to  the 
board's  proposal  of  basing  the  reports  on  148  classes  of  employes, 
would  cost  the  roads  about  $4,000,000  annuallj  ,  He  said  the 
roads  believed  the  regulations  proposed  by  the  Labor  Board 
could  be  simplified  and  yet  meet  the  wishes  of  the  board.  The 
carriers  have  worked  out  a  plan  under  which  reports  would  be 
based  on  123  classes  of  employes.  This  plan,  it  was  explained, 
followed  along  the  lines  of  that  suggested  by  the  board  except 
that  some  of  the  classifications  had  been  combined,  thus  reduc- 
ing the  total  number. 

It  was  finally  concluded  to  hold  round-table  conferences  over 
the  proposed  regulations  to  be  participated  in  by  the  representa- 
tives of  the  Commission  and  Labor  Board,  the  railroads,  and 
the  labor  unions,  if  the  latter  desired  to  participate.  The  labor 
unions  are  not  vitally  interested  in  the  proposed  changes  but 
their  representatives  said  it  might  be  well  for  them  to  sit  in  on 
the  conferences. 


WILLARD  ON  RAILROAD  SITUATION 

Reviewing  the  railroad  situation  in  an  address  at  the  annual 
dinner  of  the  Railway  Business  Association  in  New  York,  March 
31,  Daniel  Willard,  president  of  the  Baltimore  &  Ohio  Railroad 
Company,  said  in  part: 

"We  ought  not  to  minimize  the  importance  of  the  labor  prob- 
lem in  its  relation  to  the  railroad  question  as  a  whole.  In  no 
country  in  the  world  do  the  people  make  such  great  use  of  the 
steam  railroads  as  do  the  people  in  the  United  States.  This  is 
clearly  indicated  by  the  official  records,  which  show  that  in  the 
United  States  the  steam  railroads  move  upon  the  average  more 
than  4,000  tons  one  mile  per  annum  for  each  man,  woman  and 
child  in  our  entire  country,  while  the  latest  figures  available 
show  that  the  railroads  in  Europe  move,  on  the  average,  some- 
thing less  than  600  tons  per  capita  per  annum. 

"The  greater  use  made  of  the  railroads  by  the  people  in 
this  country  is,  of  course,  influenced  largely  by  the  fact  that  our 
country  is  of  great  extent  and  is  rich  in  natural  resources  — 
mineral,  agricultural  and  marine  —  and  it  has  come  about  that  in 
the  City  of  New  York,  as  an  example,  the  flour  used,  I  take  it, 
is  made  largely  from  wheat  grown  in  Minnesota  and  North 
Dakota.  The  beef  which  is  eaten  here  was  perhaps  bred  in 
Texas,  developed  in  Wyoming,  fattened  in  Iowa  and  slaughtered 
in  Chicago. 

"In  short,  it  has  generally  been  found  advantageous,  be- 
cause more  economical,  to  procure  our  flour,  meats,  minerals, 
forest  products,  etc.,  where  they  can  be  produced  or  obtained 
at  the  lowest  initial  cost  and  then  transport  them,  largely  by 
rail,  to  the  point  of  ultimate  consumption,  the  entire  transporta- 
tion cost  being  much  less  than  the  difference  in  initial  cost  of 
production  in  different  parts  of  the  country. 

"With  this  in  mind  it  is  manifestly  important  that  there 
should  be  continuity  of  service  by  the  railroads  in  a  country 
such  as  ours,  and  one  of  the  important  problems  before  Congress 
was  to  insure,  if  possible,  continuity  of  service,  by  guarding 
against  the  interruption  of  the  service  by  any  misunderstand- 
ings and  disputes  which  might  possibly  arise  between  the  rail- 
road managers  and  their  employes. 

"In  fact,  Congress,  in  the  transportation  act,  has  created  for 
this  particular  purpose  a  special  labor  court  consisting  of  the 
same  number  as  the  Supreme  Court  of  the  United  States,  ap- 
pointed in  the  same  way;  that  is  to  say,  by  the  President  and 
confirmed  by  the  Senate,  and  has  given  the  board  or  court  a 
status  and  dignity  in  keeping  with  its  importance.  The  law  sav8n 
that  it  shall  be  the  duty  o[_  the  board  to  establish  rates  of  pav_ 
;md  standards  of  working  conditions  which,  in  the  opinion  of_ 
the  board,  shall  be  just  and  reasonable. 

"It,  may  indeed  be  said  that  Congress  by  this  act  has  made 
a  preferred  class  of  the  railroad  worker^,  because,  so  far  as  I 
know,  this  is  the  first  and  only  time  that  Congress  has  ever 
definitely  said  that  any  particular  class  of  the  people  should  be 
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•  •ii  at  all  times  ami  under  all  circumstances  just  and  reason- 
able wages  and  working  conditions. 

"Of  course,  Congress  did  not  do  this  primarily  In  the  interest 
of  the  workers.  Congress  acted  only  as  It  had  a  right  to  act 
in  the  interests  of  the  nation  as  a  whole.  Congress  provided  or 
aimed  to  provide  by  law  so  that  the  railroad  workers  would  at 
all  times  be  assured  of  just  as  good  wages  and  just  as  good 
working  conditions  without  striking  as  they  could  reasonably 
e\|ifet  10  secure  if  they  did  strike,  for  it  is  clear  that  no  one 
could  justify  or  expect  to  win  a  strike  for  wages  or  working 
conditions  that  would  be  unjust  or  unreasonable. 

"While  some  criticism  has  been  voiced  against  the  labor  pro- 
vision of  the  act,  not  only  by  the  employes,  but  by  the  employ- 
ns  as  well,  I  am  still  hopeful  that  this  feature  of  the  act  will 
eventually  prove  to  be  wise  and  satisfactory,  and  if  the  other 
features  of  the  new  legislation  work  out  as  it  was  the  Intention 
and  belief  of  Congress  that  they  would  work  out,  then  I  think 
Congress  has  made  private  ownership  and  operation  of  the 
railroads  in  this  country  possible,  but  whether  private  owner- 
ship and  operation  of  the  railroads  endures — having  been  made 
possible — depends  largely  if  not  wholly  upon  whether  the  rail- 
roads under  private  ownership  and  operation  are  able  to  give 
and  do  give  the  public  satisfactory  service. 

"At  the  present  time  it  would  seem  that  there  is  a  majority, 
in  fact,  a  large  majority,  of  public  opinion  in  f.avflr__af._m-ivate 
ownership  and  opcrat  ic>u_  Inn  we  have  seen  public  opinion  change 
suddenly,  and  I  have  no  doubt  that  it  would  change  again  just 
as  quickly  and  react  just  as  strongly  against  private  ownership, 
if  the  public  felt  that  upon  the  whole  they  would  be  likely  to 
get  more  satisfactory  service  some  other  way. 

"As  I  view  the  matter,  private  ownership  and  operation  of 
the  railroads  is  still  on  trial  in  this  country,  but  it  has  every- 
thing in  its  favor  and  it  ought  to  win,  and  I  believe  it  will  win,  if 
the  managers,  measured  by  the  service  which  they  give  the 
public,  deserve  to  win. 

"Since  the  termination  of  federal  control  we  have  actually 
seen  the  railroads,  operated  by  private  management  under  the 
provisions  of  the  Esch-Cummins  act,  move  in  1920,  9,000,000,000 
ton  miles  more  than  in  1918,  employing  substantially  the  same 
facilities. 

"We  have  seen  the  Interstate  Commerce  Commission,  under 
the  terms  of  the  same  act,  promptly  authorize  such  rate  in- 
creases as  would,  in  its  opinion,  fulfill  the  requirements  of  the 
act,  and  we  have  also  seen  one  of  the  most  complex  labor 
situations  ever  developed  dealt  with  in  orderly  fashion  by  the 
agencies  created  by  the  act,  without  interruption  of  the  trans- 
portation service. 

"The  very  fact  of  the  controversy  in  Chicago  speaks  vol- 
umes for  the  act.  Questions  involving  wages  and  working  con- 
ditions affecting  nearly  2,000,000  human  beings  are  certain  to 
bring  out  points  of  difference,  and  if  the  contestants  should 
sometimes  raise  their  voices  above  the  conventional  pitch  of 
polite  society,  it  would  not  follow  that  the  law  had  failed — on 
the  contrary,  it  would  indicate  that  the  problem  was  being 
worked  out  just  as  Congress  intended  it  should  be,  and  without 
interruption  of  the  service. 

"I  am  inclined  to  think  that  under  the  present  law  wages 
of  railway  workers  as  a  whole  may  be  somewhat  higher  in  the 
future  than  would  be  the  case  were  there  no  such  law,  but  even 
so,  if  the  public  is  thereby  assured  freedom  from  interruptions 
of  service,  the  immunity  so  purchased  will  be  well  worth  the 
price." 


APPROVES  LEAGUE  PETITION 

The  railway  transportation  committee  of  the  New  York  Board 
of  Trade  and  Transportation  adopted  the  following  resolution: 

Whereas  The  National  Industrial  Traffic  League  has  petitioned 
the  Honorable,  the  United  States  Railroad  Labor  Board  to  be  per- 
mitted to  intervene  in  the  case  now  pending  involving  the  decision 
of  disputes  between  the  railroads  and  their  employes  as  to  salaries 
and  wages  to  be  paid,  and 

Whereas,  The  public  interests  involved  in  such  disputes  between 
railroads  and  their  employes  are  of  the  first  consideration,  and  far 
overshadow  in  importance  both  the  interests  of  the  railroad  and  the 
interests  of  the  employes,  and 

Whereas.  The  public  interests  are  not  identical  with  either  the 
railroad  interests  or  the  employes'  interests,  but  are  at  variance  there- 
with in  some,  though  not  all,  respects,  and 

Whereas,  The  public  Interests,  from  such  circumstances,  cannot 
be  properly  represented  by  either  the  employes  or  the  railroads,  and 

Whereas,  In  the  pending  dispute,  which  so  greatly  affects  the 
public,  it  is  manifest  that  the  public  cannot  be  properly  heard  If  the 
t".  S.  Railroad  Labor  Board  arbitrarily  refuses  the  public  permission 
to  speak  for  itself,  and  rules  that  the  public  shall  rely  for  the  presen- 
tation of  its  contentions  upon  the  railroads  or  the  employes,  whose 
interests  are  not  the  same  as  those  of  the  public  but  in  some  Im- 
portant respects  antagonistic  to  the  public  Interests,  and 

\\-lu-reas.  It  cannot  be  properly  maintained  by  the  Labor  Board 
that  the  public  Interests  shall  be  Ignored,  or  that  the  law  which  was 
ted  primarily  to  protect  the  public  Interests  warrants  the  Board 
in  denying  the  public  a  hearing,  and  the  law  requires  that  disputes 
shall  lie  heard,  which  manifestly  includes  all  sides,  and  cannot  be 
reasonably  construed  to  mean  only  two  sides  when  there  are  three 
sides  including  the  railroads,  the  employes  and  the  public,  and 

Whereas.  The  right  of  the  public  to  be  heard  in  its  own  behalf 
in  the  pending  dispute  is  as  distinct  and  clear  as  the  right  of  either 
the  railroads  or  the  employes,  and  under  the  law  Is  at  least  equal 
to  the  right  of  either  of  such  interests,  and 

Whereas,    The    National    Industrial    Traffic    League    is    essentially 


iiml  truly  national  and  In  the  largest  sense  representative  of  the  public 
Interests  In  all  transportation  matter*  and  has  (wen  so  recognized 
by  the  Interstate  Commerce  Commission  In  disputes  between  the 
railroads  and  the  public.  Therefore 

Resolved.  By  the  Knllwiiy  Transportation  Committee  of  the  New 
York  Board  of  Trade  anil  Transportation,  representing  manufacturers 
mid  merchants,  members  of  the  Board  of  Trade  and  Transportation, 
that  we  hereby  express  our  unqualified  approval  of  the  petition  of 
the  National  Industrial  Truffle  League  that  It  be  permitted  to  Inter- 
vene In  the  pending  case  between  the  rnllroadii  and  the  railroad  em- 
ployes, and  very  earnestly  but  reapectfully  petition  the  United  States 
Uiillniiul  Fjihor  Board  to  grant  the  aforesaid  petition  of  the  National 
Industrial  Traffic  League. 

LABOR  BOARD  APPOINTMENTS 

Tht  Traffic  World  Washington  Burton 

Representatives  of  several  of  the  smaller  organization*  of 
railroad  employes  submitted  to  President  Harding.  March  28,  the 
names  of  three  nominees  from  which  they  asked  the  President 
to  select  one  for  the  labor  vacancy  which  will  take  place  on  the 
United  States  Railroad  Labor  Board  when  the  term  of  J.  J. 
Forrester,  one  of  the  labor  representatives  on  the  board,  expire* 
April  15. 

The  nominees  are  Wilbur  L.  Heacox  of  Chicago,  grand  sec- 
retary of  the  Order  of  Railway  Station  Agent*;  Edward  Mc- 
Namara  of  Lowell,  Mass.,  senior  grand  vice-president  of  the 
Brotherhood  of  Station  Employes;  and  James  H.  Looney  of 
Worcester,  Mass.,  of  the  American  Railway  Expressmen. 

Those  who  saw  the  President  were  Earl  H.  Norton,  Order 
of  Railroad  Station  Agents;  John  L.  Cone,  Railroad  Yardmasters 
of  America;  T.  J.  Coyle,  Brotherhood  of  Railroad  Employes;  and 
P.  F.  Richardson  of  the  American  Federation  of  Railroad  Work- 
ers. 

No  other  nominations  for  the  three  vacancies  on  the  Labor 
Board  have  been  submitted  to  the  President,  Secretary  Christian 
said,  March  29. 


REPORT  ON  TRANSPORTATION 

Thi  Traffic  World  Washington  Bureau 

An  amendment  to  the  transportation  act  directing  the  In- 
terstate Commerce  Commission  not  to  declare,  without  hearings, 
an  emergency  which  will  give  preference  or  priority  in  trans- 
portation is  advocated  by  the  Senate  committee  on  reconstruc- 
tion and  production  in  its  final  report  to  the  Senate  pursuant  to 
S.  Res.  350,  which  provided  for  an  inquiry  into  the  general  build- 
ing situation.  Senator  Calder  of  New  York  made  the  report 
public  March  28.  The  other  members  of  the  committee  are  Sena- 
tors Walter  E.  Edge  of  New  Jersey  and  William  S.  Kenyon  of 
Iowa.  The  committee  discusses  the  transportation  situation  at 
length  in  the  report. 

"Transportation  of  building  materials  is  not  mainly  intra- 
state  but  interstate,  over  which  the  Interstate  Commerce  Com- 
mission has  control,"  the  committee  says.  "That  Commission, 
by  its  priority  orders,  has  delayed  the  carriage  of  structural  ma- 
terial, and  has,  therefore,  rendered  more  hazardous  and  expen- 
sive, through  unforeseen  delay,  the  already  hazardous  and  expen- 
pensive  business  of  building  construction.  The  committee  recom- 
mends that  the  authority  of  the  Interstate  Commerce  Commis- 
sion to  issue  priority  orders,  without  the  formality  of  a  public 
hearing,  be  removed." 

In  dealing  with  the  subject  of  transportation  in  the  report, 
the  committee  frequently  censures  the  Interstate  Commerce 
Commission  for  issuing  priority  orders  last  year. 

"Beginning  June  2,  1920,"  the  committee  says,  "the  Inter- 
state Commerce  Commission  issued  a  series  of  priority  orders 
restricting  to  the  transportation  of  coal  the  use  of  open-top 
railroad  cars  suitable  for  coal  loading  as  defined  in  the  various 
orders.  These  orders  were  not  accompanied  by  police  regula- 
tions or  prohibitive  demurrage  charges,  and  thus  the  railroads 
and  terminal  facilities  were  unduly  congested  by  coal  held  by 
speculators  in  cars.  Inasmuch  as  many  of  the  basic  building 
materials  rely  entirely  upon  open-top  equipment  for  transporta- 
tion, the  effect  of  the  priority  orders  was  to  curtail  the  shipment 
of  such  materials  to  the  extent  that  it  checked  building  con- 
templated and  already  in  progress. 

"The  price  of  coal  resulting  from  speculative  activity  so 
increased  the  cost  of  manufacture  of  such  building  materials 
as  lime,  cement,  clay  products,  glass  and  the  like,  that  it  be- 
came a  factor  in  placing  the  prices  of  those  materials  beyond 
the  reach  of  the  ordinary  purchaser. 

"On  August  26,  1920,  the  freight  rates  on  building  materials 
(which  had  been  increased  in  June,  1918,  on  an  average  of  50 
per  cent,  while  general  commodities1  had  been  increased  on  an 
average  of  but  25  per  cent)  were  again  increased  40  per  cent 
within  the  eastern  group  of  railways,  raising  the  cost  of  trans- 
portation of  basic  materials,  broadly  speaking,  to  $2.10  compared 
with  $1  prior  to  June,  1918,  and  with  a  cost  of  $1.75  for  the  trans- 
portation of  general  commodities  as  compared  with  $1  prior  to 
June,  1918.  It  is  contended  by  some  who  have  made  representa- 
tions to  the  committee  that  this  increased  cost  of  freight,  occur- 
ring not  only  in  the  movement  of  the  raw  building  materials, 
but  also  in  the  movement  of  the  finished  products,  accounts  for 
more  than  half  the  difference  now  existing  between  the  general 
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wholesale  commodity  index  figure  of  167  in  February,  1921,  and 
the  wholesale  index  figure  on  building  materials  of  222,  especially 
as  the  increased  freight  rates  have  altered  the  zones  of  distribu- 
tion of  many  building  materials. 

"In  the  meantime,  coastwise  water  rates  had  been  increased 
by  the  Shipping  Board  above  the  all-rail  rates,  thus  further  con- 
gesting the  railroad  facilities  and  diverting  lumber  and  other 
heavy  building  materials  from  lighterage  or  seaboard  delivery 
to  delivery  through  yards,  already  heavily  congested." 

Transportation  restrictions  placed  on  the  movement  of  build- 
ing materials  in  the  last  four  years  probably  impeded  construc- 
tion work  to  a  greater  degree  than  any  other  single  factor,  the 
committee  believes.  It  says  these  restrictions  have  been  im- 
posed in  two  ways — horizontal  and  percentage  freight-rate  in- 
creases in  many  instances  greater  than  those  on  other  commodi- 
ties, and  discontinuance  without  due  notice  of  transportation 
service. 

During  the  "unprecedented  railroad  burden"  in  1920,  the 
committee  says,  inland  waterways  were  not  fully  utilized  and 
coal  shipments  on  the  Great  Lakes  were  delayed  last  spring. 

"The  Erie  Barge  Canal,  which  has  recently  cost  the  people 
of  New  York  state  some  $160,000,000,  is  said  to  have  moved  less 
freight  than  the  Erie  Canal  did  in  the  days  of  the  mule-drawn 
towboat,  because  it  has  not  been  entirely  completed  and  organ- 
ized for  traffic,"  the  report  continues.  "Coastwise  shipping  has 
remained  idle,  because  of  high  operating  cost,  due  in  part  to 
inadequate  dockage  facilities. 

"Co-operation  between  the  railroads  and  the  waterways  is 
most  urgently  needed,  not  only  for  increased  tonnage,  but  also 
for  water  deliveries  of  economic  advantage." 

Reference  is  also  made  in  the  report  to  the  situation  exist- 
ing at  the  close  of  federal  control  of  the  railroads  as  to  large 
numbers  of  open-top  cars  being  in  the  West  and  vast  numbers 
of  box  cars  being  in  the  East.  Relocation  of  these  cars  delayed 
the  movement  of  traffic  in  the  spring  months  of  1920  and  the 
switchmen's  strike  beginning  in  April,  1920,  further  complicated 
the  situation,  it  is  pointed  out. 

"Complaint  has  been  made  that  the  general  traffic  movement 
of  the  railroads  was  further  hampered  by  the  complications  of 
priority  orders  issued  by  the  Interstate  Commerce  Commission," 
the  committee  adds. 

Discussing  the  subjects  of  transportation  capacity  and  equip- 
ment, the  committee  refers  to  the  tonnage  record  made  by  the 
railroads  in  1920,  stating  that,  notwithstanding  the  handicaps, 
the  railroads  carried  13,000,000,000  more  ton-miles  in  1920  than 
in  1918. 

"The  committee  has  been  reliably  informed  that,  while  the 
railroads  are  now  in  a  position  to  meet  average  needs,"  the 
committee  says,  "they  require  an  aggregate  of  200,000  more 
freight  cars,  10,000  more  coaches  and  8,000  more  locomotives  and, 
in  addition,  an  expenditure  of  at  least  $1,000,000,000  for  termi- 
nals, tracks  and  facilities  for  maintaining  the  additional  equip- 
ment, a  maximum  total  of  $6,000,000,000  for  railroad  habilitation. 
It  is  understood  that  some  40,000  freight  cars  and  1,000  locomo- 
tives have  now  been  ordered. 

"If  the  credit  for  railroad  rehabilitation  were  available,  it 
would  be  physically  impossible  to  make  the  improvements  in 
time  to  put  the  railroads  in  readiness  to  serve  a  peak  load  during 
the  coming  year.  However,  the  credit  is  not  available,  because 
of  the  uncertainty  of  the  returns  upon  railroad  investment.  The 
public  is,  in  the  meantime,  confronted  with  the  necessity  of  more 
efficient  use  of  the  present  facilities.  Competent  railroad  au- 
thorities believe  that,  in  the  event  of  a  revival  of  business,  it  is 
only  through  greater  co-operation  between  carriers,  and  between 
consignees  and  consignors  and  carriers  that  a  transportation 
shortage  can  be  averted. 

"There  are  today  260,000  miles  of  main-line  railroad,  and 
with  double-track  and  sidetrack  included  there  are  some  395,000 
miles  of  railroad  track.  The  railroad  problem  in  the  future  Is 
not  so  much  the  extension  of  miles  of  right-of-way,  as  the  inten- 
sive development  of  the  right-of-way  already  in  existence.  This 
may  be  accomplished  by  double-tracking  where  necessary,  by 
heavier  rails,  better  ballasting  and  the  increase  in  the  carrying 
capacity  of  bridges,  so  as  to  make  possible  the  use  of  heavier 
cars  and  heavier  loads,  moving  at  increased  speed. 

"There  are  how  in  the  possession  of  the  railroads  some 
2,500,000  freight  cars,  of  which  about  1,000,000  are  open-top  cars 
necessary  for  the  movement  of  heavier  commodities,  such  as 
coal  and  coke,  ores,  sand  and  gravel,  brick,  and  structural  steel. 
The  average  capacity  of  open-top  cars  is  approximately  50  tons. 
The  utilization  of  these  cars  can  be  augmented  by  the  fair  inter- 
change of  the  car  equipment  by  carriers;  by  the  speeding  up  of 
car  movement;  by  the  increasing  loading  of  cars;  and  by  prompt 
loading  and  unloading  by  consignors  and  consignees. 

"There  is  a  distinct  economic  advantage  in  having  a  mini- 
mum of  freight  cars  consistent  with  good  service.  A  greatly  in- 
creased car  supply  today  would  not  solve  the  transportation 
problem  because  of  the  inadequate  trackage  and  terminal  facili- 
ties. 

"There   are   competent   authorities   who   contend    that   the 

nsportation  act  of  1920  is  imperfect  because  of  its  failure  to 

make  a  mandatory  rule  requiring  exchange  of  car  for  car  at 


junction  points.  Delivering  lines  and  intermediate  lines  may 
have  evaded  the  responsibility  of  contributing  their  pro  rata 
share  of  the  qeuipment  used  in  through  traffic,  and  some  of  the 
best  equipped  lines  experience  great  difficulties  during  periods 
of  general  car  shortage. 

"The  great  volume  of  traffic  does  not  begin  and  end  on  a 
single  line.  Much  traffic  originates  at  points  on  one  line,  is 
delivered  at  points  on  another  line,  and  in  a  great  number  of 
movements  there  are  intermediate  carriers  which  neither  origi- 
nate nor  deliver  the  traffic.  In  the  old  days  a  carrier  did  not 
allow  its  cars  to  go  beyond  its  own  line,  and  where  there  was 
traffic  originating  at  points  on  one  line  to  be  delivered  to  points 
on  a  connecting  line,  the  commodities  were  transferred  from  the 
cars  of  the  first  line  to  the  cars  of  the  second  line.  This  was  a 
most  expensive  and  uneconomical  method  of  handling  business. 
The  carriers  then  voluntarily  allowed  their  cars  to  go  from  the 
originating  line  to  the  delivering  line.  By  the  provisions  of  the 
Hepburn  Act  of  1906,  as  amended  in  1910,  connecting  carriers 
had  imposed  upon  them  the  direct  and  positive  mandatory  rule 
that  they  must  interchange  cars.  It  was  the  theory  of  this 
amendment  that  there  should  be  an  interchange  of  car  for  car 
at  the  junction  point.  A  rule  requiring  an  interchange  of  car 
per  car  at  the  junction  point  serves  every  purpose  of  the  old 
practice  of  the  carriers  of  transferring  at  the  junction  point. 

"Under  the  Esch  Car  Service  Act  of  1917,  as  embodied  in 
the  transportation  act  of  1920,  the  carriers  are  not  required  to 
file  their  car  service  rules  with  the  Interstate  Commerce  Com- 
mission. The  Interstate  Commerce  Commission,  however,  has 
been  given  authority  to  require  them  to  be  filed  as  tariffs,  but 
the  Commission  has  never  exercised  this  power.  The  trans- 
portation act  of  1920  might  be  so  amended  as  to  require  carriers 
to  file  their  car  service  rules  with  the  Interstate  Commerce  Com- 
mission. 

"It  is  submitted  that  it  is  dangerous  to  delegate  to  any  sub- 
ordinate agency  the  power  to  declare  ex  parte  an  'emergency.' 
such  as  is  provided  for  in  paragraph  15,  section  1,  of  the  inter- 
state commerce  act,  as  amended  and  supplemented  by  the  trans- 
portation act.  It  is  commonly  accepted  by  both  shippers  and 
carriers  that  priorities,  in  practice  invariably  create  situations 
which  eventually  are  worse  than  those  which  they  are  intended 
to  mitigate.  The  granting  of  priorities  or  preferential  transporta- 
tion service  may  easily  lead  to  insidious  and  predatory  practices, 
favoritism,  special  privileges,  unjust  discrimination,  and  profit- 
eering in  the  sale  of  human  necessities.  It  is  contended  that 
the  power  now  conferred  on  the  Commission  to  require  the  joint 
use  of  equipment  and  terminal  facilities  is  sufficient  to  safeguard 
public  necessity  and  convenience  in  times  of  peace.  A  bill  has 
been  introduced,  with  the  approval  of  the  committee,  intended 
to  take  from  the  Interstate  Commerce  Commission  the  power  to 
declare  'emergencies'  without  a  full  hearing  and  the  filing  of  a 
report.  If  Congress  considers  it  wise  to  delegate  such  extreme 
authority,  with  its  possible  menace  to  the  industry  of  the  whole 
country,  would  it  not  be  best  to  place  it  in  the  hands  of  the 
president? 

"There  were  said  to  be  454,000  idle  freight  cars  during  the 
week  ended  March  8,  1921,  being  the  greatest  number  ever 
recorded,  and  about  6,000  idle  locomotives.  According  to  the 
testimony  of  Chairman  Clark,  of  the  Interstate  Commerce  Com- 
mission, before  the  Senate  Committee  on  Manufactures,  the 
acute  car  shortage  of  last  year  may  again  be  experienced  unless 
means  are  devised  to  bring  about  transportation  of  coal  in  ad- 
vance of  seasonal  requirements.  Unlike  many  other  commodi- 
ties, coal  can  be  transported  in  advance  of  seasonal  require- 
ments. Such  transportation  would  greatly  alleviate  labor  con- 
ditions in  the  coal  mining  industry  and  leave  the  railroads  free 
for  transportation  of  commodities  which,  because  of  frost  and 
other  conditions,  can  not  be  moved  during  the  winter  and  spring 
months.  Co-operation  between  the  Interstate  Commerce  Com- 
mission, the  carriers,  and  the  entire  coal  industry  could  be  ef- 
fectively employed  to  this  end;  and  if  reduced  freight  rates  on 
coal  in  the  spring  months  would  move  the  coal  and  utilize  idle 
cars,  such  reductions  might  well  be  made. 

"As  already  stated,  during  the  year  1920  the  railroads  of 
the  country  moved  on  the  average  191,000  cars  of  bituminous 
coal  weekly,  -with  a  production  of  bituminous  coal  of  556,563,000 
tons,  while  during  the  year  1919  they  moved  an  average  of 
154,000  cars  of  bituminous  coal  weekly,  with  a  production  of 
458,063,000  tons.  Those  engaged  in  the  production  and  dis- 
tribution of  coal  contend  that  there  never  need  be  coal  troubles 
provided  there  is  a  100  per  cent  supply  of  cars  as  based  on 
mine  rating;  but  according  to  statistics  of  the  Interstate  Com- 
merce Commission  a  100  per  cent  supply  at  present  mine  ratings 
would  provide  for  the  movement  of  18  million  tons  of  bitumin-  - 
ous  coal  weekly,  some  45  per  cent  above  our  present  annual 
requirements. 

"The  committee  has  been  in  receipt  of  numerous  communi- 
cations stating  that  contractors  for  highways  and  other  con- 
struction work  are  now  reluctant  to  submit  bids  until  there  is 
a  reasonable  certainty  that  work,  once  started,  will  not  be  in- 
terrupted by  priority  orders.  The  Interstate  Commerce  Com- 
mission is  as  yet  unable  to  give  the  desired  assurance  that  rail 
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facilities  will  be  equally  open  to  all  industries  during  the  com- 
ing season. 

"While  it  is  maintained  that  the  horizontal  increase  In 
freight  rates  on  building  materials  In  June,  1918,  was  a  war 
measure,  which  is  chiefly  responsible  for  the  breaking  down 
of  the  entire  fabric  of  freight  rates  for  the  building  Industry, 
the  additional  increase  of  August,  1920,  has  multiplied  the  ef- 
fect. In  granting  the  increase  of  40  per  cent  to  the  carriers  In 
the  eastern  group  in  1920,  the  Interstate  Commerce  Commission 
recommended  that  the  carriers  give  prompt  consideration  to 
cases  where  hardships  resulted  from  the  increase. 

"There  has  been  a  popular  impression  that  a  high  level  of 
freight  rates  is  synonymous  with  Increased  revenue  to  the  car- 
riers. The  fallacy  of  this  belief,  demonstrated  by  practical  ex- 
perience, has  been  clearly  expressed  by  Mr.  William  M.  Ac- 
worth  (a  well-known  English  railway  economist  who  has  fre- 
quently visited  the  United  States)  in  the  following  statement: 

Further,  we  have  seen  that  rates  far  below  the  normal  scale  may 
Ittll  be  profitable,  even  exceptionally  profitable,  and  that  rates  would 
Save  to  be  cut  almost  to  a  vanishing  point  before  It  could  be  said  that 
Hi,,  traffic  to  which  they  were  applied  was  carried  at  the  expense  of 
ot  her  traffic. 

"The  committee  has  already  recommended  to  the  Inter- 
state Commerce  Commission  that  rates  on  building  materials 
be  readjusted  according  to  the  ability  of  the  traffic  to  bear 
them,  but  within  reasonable  compensatory  limits. 

"The  existing  freight  rates  are  an  outgrowth  of  the  intent 
of  Congress  to  provide  a  fixed  return  upon  the  value  of  railroad 
property  put  to  public  use.  The  provisions  of  the  Esch-Cum- 
mins  Act  providing  for  a  fixed  return  to  the  railroads  was  pre- 
dicated upon  the  amendment  to  the  act  calling  for  a  valuation 
of  the  railroads  in  1913,  paragraph  19  (a).  These  valuations 
have  not  been  completed.  Therefore,  the  existing  rate  base 
today  .is  unstable  and  will  not  be  stabilized  until  such  time  as 
these  valuations  have  been  consummated.  Not  only  has  this 
uncertainty  a  vast  effect  upon  the  railroads  but  is  a  controlling 
factor  in  the  economic  condition  of  the  country  and  retards  not 
only  progress  of  building  but  the  purchase  of  supplies  and  those 
commodities  which  may  be  designated  as  necessities  to  the 
public.  It  is  therefore  necessary  that  this  uncertainty  be  re- 
moved by  a  completion  in  full  of  the  valuations  of  all  railroads 
at  an  early  date  and  the  Interstate  Commerce  Commission 
urged  to  hasten  this  work. 

"While  the  time  has  passed  when  we  should  longer  waste 
public  money  in  attempts  to  keep  water  navigation  open  in 
creeks  and  rivers  more  practically  served  through  rail  trans- 
portation, Congress  should  be  most  liberal  in  its  appropriations 
for  the  harbor  improvements  of  the  great  cities  which  consti- 
tute the  water  gateways  connecting  our  foreign  and  coastwise 
shipping  with  inland  transportation.  Certain  inland  waterways 
which  are  natural  arteries  of  inland  transportation  should  be 
brought  to  an  early  completion,  in  order  to  relieve  the  railroads 
of  the  unnecessary  burden  of  heavy  and  slow-moving  freight. 

"The  committee  has  considered  the  details  of  requirements 
of  several  of  the  more  important  of  such  waterways,  the  total 
expenditures  upon  which,  together  with  those  upon  necessary 
harbor  improvements,  would  aggregate  in  a  small  sum  com- 
pared with  the  present  estimated  requirements  of  the  railroads; 
in  fact,  a  sum  small  when  compared  to  the  loss  to  the  people 
of  the  United  States  through  the  past  year's  coal  speculation. 

"It  must  be  borne  in  mind,  however,  that  to  fully  utilize 
inland  waterways,  the  construction  of  terminal  wharves  with 
suitable  mechanism  for  handling  cargoes,  together  with  the  or- 
ganization of  private  enterprise  to  supply  barges  and  equip- 
ment, is  necessary,  as  is  also  railroad  co-operation.  Without 
railroad  co-operation,  improved  waterways  remain  capital 
charges  upon  the  public  without  adequate  service.  The  co- 
operation between  the  New  York,  New  Haven  &  Hartford  Rail- 
road with  the  Fall  River  Line  should  be  noted  as  an  example 
of  the  efficient  distribution  of  traffic  through  both  rail  and  water 
movements  under  unified  control." 


THE  NEW  ENGLAND  SITUATION 

New  England  shippers,  according  to  reports  as  to  what  was 
.said  by  them  at  hearings  called  by  the  governors  of  the  states 
in  that  part  of  the  country,  are  not  showing  any  signs  of  ap- 
proval of  the  proposal  of  the  New  England  carriers  that  ten  per 
cent  be  added  to  New  England  intra-territorial  rates,  as  a  tem- 
porary measure  of  relief  for  them.  Opposition  has  been  mani- 
fested on  several  grounds,  but  the  chief  one  seems  to  be  that 
the  industries  of  that  part  of  the  country  are  not  in  any  better 
position  to  stand  increases  in  costs  than  the  railroads  are  to 
carry  the  burdens  they  claim  have  been  put  on  them  by  the 
wage  scales  of  the  Railroad  Administration  and  the  Railroad 
Labor  Board,  and  the  high  cost  of  materials  and  fuel. 

At  a  hearing  in  Hartford,  Conn.,  March  28,  William  H.  Chan 
dler  of  Boston,  according  to  a  press  report,  told  Governor  Lake 
of  that  state  and  the  committee  appointed  by  him  that  the  New- 
England  shippers  would  carry  their  opposition  to  the  proposed 
increases  to  the  Commission  if  and  when  the  New  England 
railroads  put  their  proposal  into  concrete  form.  Mr.  Chandler 


was  reported  as  having  told  the  «.Miiiniti •«  that  the  New  England 
executives  did  not  observe  faith  with  the  New  England  organ- 
izations of  shlpporH  when  they  appealed  to  the  governors  for 
help.  He  said  they  had  agreed  that  before  taking  up  any  scheme 
for  increasing  rates  they  would  consult  with  the  New  England 
Traffic  League  and  other  shippers.  He  said  they  had  not  done  so. 
A  committee  of  traffic  men  representing  the  Connecticut 
Manufacturers'  Association  filed  a  statement  at  the  Hartford 
hearing  that  an  increase  In  rates  would  put  Connecticut  Indus- 
tries at  a  greater  disadvantage  than  they  are  now  In  competing 
with  the  manufacturers  of  the  middle  west,  where  they  meet 
their  most  energetic  business  rivals.  Shippers  also  told  the  com- 
mittee that  an  Intra-terrltorial  Increase  would  not  be  effective 
in  putting  more  money  Into  the  treasuries  of  the  railroads  unless 
rates  from  other  territories  were  also  increased.  An  increase 
within  the  territory,  It  was  suggested,  would  merely  transfer 
the  business  now  done  by  New  England  merchants  and  manu- 
facturers with  New  Kngland  consumers  to  merchants  and 
manufacturers  able  to  ship  in  from  near-by  competing  points  at 
lower  freight  rates. 


LUMBER  RATE  CONTROVERSY 

Unless  the  Southwestern  lines  make  an  effort  to  apply  re- 
ductions in  the  lumber  rates  from  southeastern  mills  Into  the 
middle  western  markets  proportional  to  the  reduction  of  seven 
cents  which  the  western  lines  are  to  make  into  the  same  mar- 
kets from  north  Pacific  coast  mills,  the  lumber  tonnage  on  the 
southwestern  lines  will  fall  off  to  such  an  extent  as  seriously  to 
deplete  their  revenue.  This  statement  was  made  before  the 
Southwestern  Freight  Bureau  at  a  conference  with  representa- 
tives of  southwestern  lumber  interests  at  St  Louis,  March  22, 
by  A.  G.  T.  Moore,  traffic  manager  of  the  Southern  Pine  Asso- 
ciation and  chairman  of  the  committee  appointed  to  confer  with 
the  freight  bureau. 

Mr.  Moore  told  the  members  of  the  bureau  that  the  Omaha 
complaint  (Docket  No.  11866),  in  an  effort  to  meet  which  the 
western  carriers  allege  they  are  reducing  the  rates  into  Mis- 
souri River  markets  and  into  Chicago,  is  "being  used  by  the 
western  carriers  to  expand  the  markets  for  which  they  originate 
lumber  at  the  expense  of  lost  markets  to  the  Southern  Pine 
Association  and  lost  tonnage  to  the  southwestern  carriers." 

The  Southern  Pine  Association  ships  yearly  an  average  of 
350,000  carloads  of  yellow  pine,  but  it  was  pointed  out  that  the 
volume  of  shipments  has  been  considerably  reduced  by  raises 
in  rates  in  the  last  few  years.  One  company,  Mr.  Moore  said, 
shipped  3,506  cars  in  1903  and  937  cars  in  1920;  another  shipped 
6,247  in  1910  and  1,508  in  1920.  These  decreases  in  shipments 
were  not  all  due  to  the  high  level  of  the  rates  in  itself  (although 
Mr.  Moore  said  that  no  heavy  movement  could  be  expected  at 
rates  such  as  $12  per  thousand  feet  into  Chicago  on  No.  3  yellow 
pine  with  a  mill  value  of  $9),  but  were  brought  about  also,  it 
was  stated,  by  the  percentage  decrease  in  the  differential  be- 
tween the  rates  into  middle-western  markets  from  north  Pacific 
and  southwestern  mills. 

The  rates  into  St.  Louis  from  the  so-called  yellow  pine 
blanket,  which  covers  all  of  "Louisiana,  eastern  Texas  and  south- 
ern Arkansas,  had  been  increased  71  per  cent  since  June  24, 
1918,  and  the  rate  to  Omaha  66.5  per  cent,  according  to  Mr. 
Moore,  while  the  increases  into  these  two  markets  from  the 
north  Pacific  mills  was  32.7  and  33  per  cent,  respectively.  It 
was  pointed  out  that  the  reductions  to  be  put  into  effect  by  the 
western  carriers  before  April  21  would,  in  addition  to  reducing 
the  rates  into  Chicago  seven  cents,  make  a  corresponding  re- 
duction in  the  rates  to  all  the  points  in  C.  F.  A.  territory  to 
which  through  rates  based  on  combinations  over  Chicago  apply. 

"It  is  our  contention,"  said  Mr.  Moore's  statement  in  con- 
clusion, "that  the  rates  on  southern  pine  should  be  so  revised 
that  they  will  represent  the  same  percentage  advance  over  the 
June  24,  1918,  level  as  the  proposed  fir  adjustment  will  repre- 
sent over  the  flr  rates  as  of  that  date." 

Members  of  the  Southwestern  Freight  Bureau  accepted  Mr. 
Moore's  proposal  for  consideration  and  subsequently  adopted  a 
resolution  submitting  it  to  a  committee  consisting  of  the  vice- 
presidents  in  charge  of  traffic  of  the  southeastern  lines.  A  con- 
ference between  these  executives  and  the  representatives  of 
the  Southern  Pine  Association  has  been  called  for  St.  Louis, 
April  8. 

Frank  Carnahan,  traffic  manager  of  the  National  Lumber 
Manufacturers'  Association,  was  appointed  chairman  of  the 
traffic  committee  to  report  to  the  conference  of  the  association 
in  Chicago,  April  1.  The  committee  was  expected  to  submit 
resolutions  asking  for  the  repeal  of  the  Adamson  law  and  the 
abrogation  of  the  wage  increases  granted  to  the  railroad  em- 
ployes In  Decision  No.  2  of  the  U.  S.  Railroad  Labor  Board. 


N.    I.   T.    L.    MEETING 

The  National  Industrial  Traffic  League  will  hold  Its  spring- 
summer  meeting  at  the  Hotel  Wtnton,  Cleveland,  Ohio,  Wednes- 
day and  Thursday,  May  25  and  26,  with  a  meeting  of  the  execu- 
tive committee  May  24. 
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COMMISSION  APPOINTMENTS 

The  Traffic  World  Washington  Bureau 

E.  I.  Lewis,  chairman  of  the  public  service  commission  of 
Indiana,  and  for  many  years  a  newspaper  man  in  that  state,  is 
being  considered  by  President  Harding  for  one  of  the  two  va- 
cancies on  the  Commission,  it  is  understood.  Mr.  Lewis  is  a 
Republican  and  his  appointment  would  leave  one  vacancy  which 
would  have  to  be  filled  by  a  Democrat,  Prohibitionist  or  Social- 
ist, as,  with  the  appointment  of  another  Republican,  there  would 
be  six  members  of  the  Commission  of  that  political  persuasion 
— the  limit  under  the  law.  That  is  on  the  assumption,  however, 
that  Commissioner  Eastman  is  counted  as  a  Republican. 

Mr.  Lewis  is  understood  to  have  the  backing  of  Senator 
New  of  Indiana  for  the  appointment.  Mr.  New  is  regarded  as 
being  close  to  the  President  and  there  is  little  question  but  that, 
if  he  should  ask  that  Mr.  Lewis  be  placed  on  the  Commission, 
be  would  get  the  place. 

Appointment  of  Mr.  Lewis  would  eliminate  Frank  Hagan- 
barth  of  Utah,  who  is  understood  to  have  the  backing  of  the 
intermountain  senators.  A  group  of  these  senators  recently 
called  on  the  President  and  it  was  said  after  the  conference 
that  the  President  had  indicated  his  willingness  to  appoint  some- 
one from  the  intermountain  region. 

It  has  also  developed  that  Senator  Frelinghuysen  of  New 
Jersey  favors  the  reappointment  of  Commissioner  Ford,  who  is 
a  Democrat.  Mr.  Ford,  whose  term  as  a  recess  commissioner, 
expired  March  4,  has  not  left  Washington  and  is  handling  mat- 
ters which  arose  in  his  term  of  office  in  the  capacity  of  attorney 
for  the  Commission. 

James  Duncan,  vice-president  of  the  American  Federation 
of  Labor,  who  declined  a  recess  appointment  on  the  Commission 
from  President  Wilson,  is  also  being  mentioned  as  a  possible 
appointee  of  President  Harding.  Organized  labor  would  like 
to  have  one  from  their  ranks  on  the  Commission.  W.  L.  Mc- 
Menimen,  of  the  Brotherhood  of  Railway  Trainmen,  and  P.  J. 
McNamara,  vice-president  of  the  Brotherhood  of  Locomotive  Fire- 
men and  Enginemen,  in  paying  their  respects  to  President  Har- 
ing  last  week,  suggested  that  one  from  their  ranks  should  be 
put  on  the  Commission,  but  they  offered  no  particular  candidate. 

It  is  also  understood  that  the  President  has  given  considera- 
tion to  a  suggestion  that  he  appoint  William  A.  Wimbish,  for- 
merly of  Atlanta,  Ga.,  and  now  of  Washington,  on  the  Commis- 
sion. Mr.  Wimbish  has  been  active  in  the  affairs  of  the  South- 
ern Traffic  League  as  special  counsel. 

Another  twist  was  given,  March  28,  to  the  talk  about  nomina- 
tions for  places  on  the  Commission,  by  a  strong  intimation  that 
James  B.  Campbell,  of  Spokane,  attorney,  in  the  most  recent  agi- 
tation with  regard  to  the  fourth  section,  for  the  Intermediate 
Rate  Association,  stood  very  high  in  the  estimation  of  the  Presi- 
dent and  had  definitely  displaced  Frank  Haganbarth  as  the 
possibility  from  the  inter-mountain  country.  In  fact,  the  men 
who  thought  they  had  so  maneuvered  in  the  matter  that  the 
President  would  nominate  Haganbarth,  took  it  for  granted  that 
it  would  be  good  politics  for  them  to  shift  from  Haganbarth  to 
Campbell.  The  word  about  Campbell  came  also  to  several  com- 
missioners. At  the  time  this  was  written  Campbell  was  re- 
garded as  almost  a  certainty.  That  feeling,  however,  also  had 
prevailed  with  regard  to  Haganbarth. 

Campbell,  as  to  the  technique  of  Commission  problems, 
knows  much  more  than  most  of  the  men  who  have  been  appointed 
commissioners.  As  an  attorney  he  has  stood  for  a  rigid  enforce- 
ment of  the  long-and-short  haul  part  of  the  fourth  section, 
especially  as  attorney  for  Spokane  and  other  intermediate  coun- 
try interests. 

John  J.  Esch,  former  chairman  of  the  House  committee  on 
interstate  and  foreign  commerce,  assumed  his  duties  April  1 
as  a  member  of  the  Commission  under  the  recess  appointment 
made  by  President  Harding.  He  reached  Washington  on  that 
day  from  his  home  in  LaCrosse,  Wis.  George  Esch,  his  brother, 
who  was  clerk  of  the  House  committee  on  interstate  and  for- 
eign commerce,  will  serve  as  confidential  secretary  to  Commis- 
sioner Esch.  The  suite  of  offices  formerly  occupied  by  Mr. 
Woolley  were  taken  over  by  Commissioner  Esch. 


SHIPPING  BOARD  APPOINTMENTS 

The  Traffic  World  Washington  Bureau 

Up  to  April  1  President  Harding  had  not  reached  a  deci- 
sion as  to  the  make-up  of  the  new  Shipping  Board.  Officials  at 
the  White  House  said  there  was  no  immediate  prospect  of  the 
board  being  appointed  and  the  President  himself  at  a  conference 
with  newspaper  men,  late  March  25,  indicated  that  the  problem 
of  making  the  appointments  was  giving  him  considerable  con- 
cern. 

Those  who  have  talked  with  the  President  recently  have  the 
impression  that  R.  A.  C.  Smith,  former  dock  commissioner  of 
New  York,  probably  will  be  selected  as  chairman  of  the  board. 
It  is  believed  that  if  James  A.  Farrell,  president  of  the  United 
States  Steel  Corporation,  would  accept  the  place,  the  President 
would  name  him  as  chairman. 

James  A.  Wilson,  of  Brooklyn,  N.  Y.,  a  consulting  engineer 


and  marine  surveyor  of  considerable  prominence,  has  been  recom- 
mended to  the  President  for  appointment  on  the  board,  it  is 
understood. 

J.  H.  Rosseter,  vice-president  of  the  Pacific  Mail  Steamship 
Company  and  former  director  of  the  division  of  operations  of 
the  Shipping  Board,  has  recommended  to  the  President  that  the 
affairs  of  the  Shipping  Board  be  placed  in  the  hands  of  one 
executive.  The  President  has  conferred  at  length  on  Shipping 
Board  problems  with  Mr.  Rosseter. 

Senator  Heflin  of  Alabama,  in  a  conference  with  President 
Harding,  March  28,  urged  the  appointment  of  Frederick  I.  Thomp- 
son, newspaper  publisher  of  Mobile,  Ala.,  as  a  member  of  the 
Shipping  Board.  Mr.  Thompson  was  one  of  the  recess  appointees 
on  the  board  up  to  March  4  and  he  served  as  vice-chairman  of 
the  board.  Senator  Heflin  said  the  President  was  seriously  con- 
sidering Mr.  Thompson  for  one  of  the  places  on  the  board. 


GRAIN  IN  AMERICAN  BOTTOMS 

The  Traffic  World  Washington  Bureau 

Admiral  Benson,  chairman  of  the  Shipping  Board,  has  an- 
nounced that  the  board  has  reached  an  agreement  with  a  group 
of  American  millers  under  which  arrangements  will  be  made 
for  the  transportation  of  500,000  tons  of  freight  annually  in  mer- 
chant vessels  under  American  registry.  This  agreement  resulted 
from  efforts  made  by  the  hoard  to  induce  American  exporters  to 
ship  in  American  bottoms.  The  chairman  said  an  effort  also  was 
being  made  to  get  hardwood  lumber  exporters  in  the  South  to 
use  vessels  of  American  registry. 


AMERICAN  VESSELS  FOR  EXPORTS 

The  Traffic  World  Washington  Bureau 

Authorization  by  Admiral  Benson,  chairman  of  the.  Shipping 
Board,  for  the  opening  of  an  office  at  St.  Louis  for  the  purpose 
of  obtaining  cargoes  for  vessels  of  American  registry,  marks  the 
beginning  of  an  effort  on  the  part  of  the  board  to  bring  directly 
to  the  interior  manufacturer  and  business  man  the  necessity 
for  using  American  vessels  for  exports.  Similar  offices  will  be 
established  in  other  large  cities  if  the  plan  contemplated  by 
the  board  proves  successful  at  St.  Louis. 

Representatives  of  the  board  who  will  work  out  of  the  St. 
Louis  office  will  not  only  solicit  freight  for  American  vessels 
owned  by  the  Shiping  Board,  as  well  as  privately  owned,  but 
will  also  endeavor  to  assist  exporters  in  routing  their  export 
shipments  in  the  most  economical  way. 

Chairman  Benson  said  shipments  from  St.  Louis  to  South 
Africa,  for  instance,  probably  could  best  be  shipped  via  such 
ports  as  Charleston  and  Savannah  on  the  Atlantic  coast.  He 
gave  that  as  an  illustration  in  reply  to  a  question  as  to  whether 
the  object  was  to  direct  shipments  through  particular  ports. 

Officials  of  the  board  realize  that  considerable  educational 
work  must  be  done  in  the  interior  to  impress  on  the  public  the 
fact  that  the  American  merchant  marine  must  be  used  by  ex- 
porters if  it  is  to  go  forward. 

The  office  at  St.  Louis  is  the  first  of  the  kind  to  be  estab- 
lished by  the  board.  Chairman  Benson  said  for  the  time  being 
there  would  be  two  or  three  representatives  of  the  board  de- 
tailed to  work  out  of  that  office. 


BRITISH   BILLS  OF  LADING 

In  a  report  to  the  Department  of  Commerce,  Consul-General 
Robert  P.  Skinner  of  London  referred  to  a  previous  report  set- 
ting forth  that  the  London  Chamber  of  Commerce  was  endeavor- 
ing to  institute  a  test  action  with  a  view  to  determining  whether 
or  not  a  mutual  insurance  association,  acting  on  behalf  of  a 
shipowner,  may  refuse  to  accept  liability  for  short  delivery  of 
goods.  The  secretary  of  the  chamber  now  states  that  the  asso- 
ciation, on  learning  of  the  action  contemplated,  explained  that 
the  use  of  the  clause,  "Not  responsible  for  shortage,  but  all  on 
board  to  be  delivered,"  was  quite  exceptional  and  was  due  to 
the  fact  that  the  vessel  was  a  tramp  steamer  and  not  a  regular 
liner,  although  a  conference  bill  of  lading  was  used.  It  was 
further  stated  that  it  was  very  unlikely  that  such  a  clause  would 
ever  become  general  and  the  merchants  concerned  were  offered, 
and  accepted,  settlement  of  their  claim  in  full.  Under  these  cir- 
cumstances it  is  not  proposed  to  proceed  with  the  test  action  in 
the  courts. 


WAGES   FOR    SHIP   LABOR 

Representatives  of  steamship  owners  and  operators  were 
scheduled  to  hold  a  conference  in  the  office  of  Admiral  Benson, 
of  thf>  Shipping  Board,  April  1,  to  discuss  readjustment  of  wages 
of  all  classes  of  ship  labor  on  the  Atlantic  coast.  Existing  wage 
agreements  expire  May  1.  Later  conferences  will  be  held  with 
the  representatives  of  the  seamen's  unions.  Admiral  Benson  has 
expressed  the  opinion  that  unless  there  is  a  revision  of  operating 
costs  downward  the  board  and  private  shipowners  will  have  to 
go  out  of  business. 


April  i.1.   I'.IL'I 
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Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co..  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF    COMMON    CARRIERS 

Statutory  Penalty — Express  Company  Not  Subject  Thereto  Where 
Amount  Demanded  Exceeded  Amount  Due: 
(Supreme  Court  of  Arkansas.)  Express  company's  failure  to 
pay  consignees  amount  demanded  for  failure  to  deliver  shipment 
did  not  render  it  liable  for  the  penalty  provided  for  by  Acts 
1905,  p.  659,  pp.  1,  2,  on  the  company's  failure  to  pay  loss  within 
20  days  after  notice  thereof,  where  the  amount  demanded  In  the 
notice  exceeded  by  five  cents  the  sum  to  which  consignees  were 
«-nt  it  led,  the  doctrine  of  de  minimis  being  Inapplicable. — Sim- 
mons et  al.  vs.  American  Ry.  Express  Co.,  227  S.  W.  Kept.  414. 
Neither  the  right  to  recover  from  express  company  which 
fails  to  pay  amount  of  damage  or  loss  of  goods  within  20  days 
after  notice  thereof,  the  penalty  prescribed  by  Acts  1905,  p.  659, 
pp.  1,  2,  nor  amount  recoverable,  as  such  penalty  is  dependent 
on  the  value  of  the  shipment. — Ibid. 

Penalty  statutes  are  to  be  strictly  construed,  and  no  one  can 
invoke  the  benefit  of  such  a  statute  without  bringing  himself 
within  its  terms.— Ibid. 
Limitation    of    Actions — Accounts   "Mutual"   Though    Agreement 

for  Credit  Illegal: 

(Supreme  Court  of  Tennessee.1)  Where  a  shipper,  having  a 
large  volume  of  business  and  many  claims  pending  against  the 
railway  company  for  overcharges  and  for  loss  and  damage  to 
shipments,  made  an  arrangement  under  which  the  railway  com- 
pany extended  credit  on  account  of  freight  charges  for  amounts 
in  proportion  to  the  claims  pending,  the  accounts  between  the 
parties  were  mutual  within  Thomp.  Shan.  Code,  4475,  and  limi- 
tations did  not  run  until  the  date  of  the  last  item,  even  though 
the  agreement  was  illegal  under  act  Cong.  Feb.  19,  1903,  1,  as 
amended  by  act  June  29,  1906,  2  (U.  S.  Comp.  St.  8597).— Nash- 
ville, C.  &  St.  L.  Ry.  vs.  Tenn.  Mill  Co.  et  al.,  227  S.  W.  Rept.  443. 
Limitations  of  Actions — Shippers  Estopped  to  Plead  Limitations 

on    Theory   that    Extension    Agreement   Solicited     by    Them 

Was  Invalid: 

Where  a  shipper  solicited  an  extension  of  credit  for  freight 
charges  based  on  the  amount  of  claims  in  its  favor  against  the 
railway  company  for  overcharges,  etc.,  and  accepted  the  benefit 
of  such  credit  and  from  time  to  time  pleaded  for  its  continua- 
tion, it  was  estopped  to  plead  the  statute  of  limitations  on  the 
theory  that  the  agreement  was  illegal  and  did  not  suspend  the 
right  of  action. — Ibid. 
Claims  for  Overcharges  and  for  Loss  and  Damage  to  Freight 

May  Be  Offset  in  Action  for  Freight: 

In  action  for  freight  charges,  the  shipper  Is  not  precluded 
from  offsetting  claims  against  plaintiff  for  overcharges  and  for 
loss  and  damage  to  shipments  by  the  possibility  that  the  parties 
might  evade  the  interstate  commerce  act  by  a  collusive  settle- 
ment of  the  offset. — Ibid. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co..  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR   INJURY  TO  GOODS 

Conversion  by  Carrier — Liability  for: 

(Supreme  Court  of  Alabama.)  One  who  has  a  special  as 
well  as  a  general  interest  or  title  to  personal  property  can  main- 
tain trover  for  its  conversion,  but  can  only  recover  the  value  of 
his  special  interest,  a  rule  especially  applying  to  plaintiff  suing 
for  a  general  conversion,  but  holding  merely  a  mortgage  or  Hen 
on  the  property  converted. — W.  O.  Broyles  Stove  &  Furniture 
Co.  vs.  Hines,  Director-General,  87  Sou.  Rept.  19. 

The  shipper  of  furniture,  bill  of  lading  attached  in  the  sum 
of  $54,  order  to  notify  the  consignee,  the  railroad  having  deliv- 
ered the  goods  to  the  consignee  without  payment  of  the  draft 
and  bill  of  lading,  in  relation  to  its  right  to  recover  from  the 
railroad,  as  for  a  conversion,  is  in  a  position  analogous  to  that 
of  a  lienee  or  mortgagee,  and  the  measure  of  its  recovery  should 
be  confined  to  the  $54,  with  interest  from  time  of  the  alleged  con- 
version, the  value  of  its  special  interest.— Ibid. 

In  an  action  against  a  railroad  by  the  shipper  of  furniture, 
bill  of  lading  attached  in  the  sum  of  $54,  order  to  notify  the 
consignee,  the  railroad  having  delivered  the  goods  to  the  con- 
signee without  payment  of  the  draft  and  bill  of  lading,  plea 


averring  that  the  full  amount  due,  to  wit,  $60,  WM  tendered 
plaintiff  shipper  before  null  brought,  wan  demurrable,  as  not 
alleging  that  the  tender  was  contemporaneous  with  or  Imme- 
diately after  the  conversion,  without  which  it  could  not  nave 
l'«  n  the  full  amount  due  as  confessed  to  be  due  In  the  former 
part  of  the  plea. — Ibid. 
Baggage — Limitation  of  Liability: 

(Supreme  Court  of  Minnesota.)  Where  a  transfer  company 
received  a  traveler's  trunk,  to  be  transferred  from  one  railroad 
station  in  aiinfher.  and  delivered  to  the  traveler  a  claim  check 
therefor,  upon  which  was  printed  a  notice  that  In  case  of  loss  of 
the  baggage  Its  liability  Was  limited  to  $100,  such  limitation  IB  not 
binding  upon  the  traveler,  unless  notice  thereof  Is  brought  to 
her  attention  under  circumstances  from  which  her  assent  thereto 
is  to  be  Implied.— Stine  vs.  Hlnes,  Director-General  of  Railroads 
et  al.,  181  N.  W.  Rept.  321. 

Whether,  under  all  the  circumstances  as  disclosed  by  the 
evidence  the  plaintiff,  in  accepting  the  appellant's  claim  check, 
had  actual  or  constructive  knowledge  of  the  limitation  of  liability 
printed  thereon,  was  a  question  for  the  Jury. — Ibid. 

In  an  action  against  a  transfer  company,  in  conversion,  for 
the  value  of  a  trunk  and  its  contents,  where  the  answer  admits 
receiving  the  trunk  and  alleges  that  appellant  transferred  and 
delivered  the  same  to  the  railway  company  as  directed  by  plain- 
tiff, and  it  failed  to  prove  such  delivery  or  to  deliver  the  same 
upon  demand,  the  plaintiff  may  recover  therefor  In  such  form 
of  action. — Ibid. 

The  record  discloses  no  reversible  error,  either  in  the  in- 
structions or  rulings  upon  the  admlsslbility  of  evidence.— Ibid. 
There  was  no  abuse  of  discretion  on  the  part  of  the  trial 
court  in  permitting  an  amendment  to  the  complaint  to  comply 
with  the  proofs. — Ibid. 

DELAY   IN   TRANSPORTATION    OR    DELIVERY 
Burden   on    Carrier  to   Show   Inability  to  Take    Delayed   Car  on 
First  Train: 

(Supreme  Court  of  Arkansas.)  In  an  action  for  damage  to 
cottonseed  from  delay,  the  burden  was  on  the  defendant  to  show 
that  a  train  passing  after  the  car  in  question  was  loaded  and 
billed  could  not  carry  it  on  that  day,  since  its  servants  made 
up  the  train  and  knew  the  conditions,  and,  failing  therein,  it 
cannot  complain  of  the  absence  of  plaintiff's  evidence  that  It 
could.— Hlnes,  Director-General,  et  al.,  vs.  Helena  Cotton  Oil  Co 
227  S.  W.  Rept.  418. 

Where  the  evidence  was  conflicting,  the  jury  being  the  judge 
of  the  credibility  of  witnesses,  It  cannot  be  said  that  the  verdict 
was  not  supported  by  the  evidence  if  there  was  any  supporting 
evidence  of  a  substantial  character. — Ibid. 

In  an  action  against  a  railroad  company  for  damages  to 
cottonseed  from  unreasonable  delay  in  shipment,  evidence  held 
sufficient  to  support  a  verdict  for  plaintiff. — Ibid. 

TRANSPORTATION  AND  DELIVERY  BY  CARRIER 
Carrier  Not  Liable  for  Special  Damages  for  Deviation  in  Route: 
(Supreme  Court  of  Minnesota.)  The  provisions  of  a  railway 
tariff  established  under  the  interstate  commerce  law  must  be 
complied  with  until  changed  or  abrogated  in  the  manner  provided 
by  that  law,  and  no  act  of  either  shipper  or  carrier  will  release 
the  other  from  a  liability  imposed  by  such  tariff. — Minneapolis, 
St.  P.  &  S.  S.  M.  Ry.  Co.  vs.  Reeves  Coal  Co.,  181  N.  W.  Rept.  335. 
The  fact  that  the  carrier  deviated  from  the  route  designated 
in  the  bill  of  lading  did  not  relieve  the  shipper  from  demurrage 
charges  imposed  by  the  tariff  for  failure  to  unload  within  the 
prescribed  time  after  arrival  at  destination. — Ibid. 

Although  the  carrier  becomes  an  insurer  of  safe  delivery 
if  he  deviates  from  the  designated  route  without  the  consent 
of  the  shipper,  he  does  not  become  liable  for  losses  resulting 
from  the  inability  of  the  shipper  to  accomplish  some  special  pur- 
pose of  which  he  had  no  knowledge. — Ibid. 

Where  the  deviation  from  the  designated  route  prevented 
the  shipper  from  diverting  the  shipment  to  a  more  favorable 
market,  as  he  had  intended  to  do,  but  the  carrier  had  no  knowl- 
edge of  such  intention,  the  loss  of  the  more  favorable  market 
cannot  be  deemed  to  have  been  within  the  contemplation  of  the 
parties,  as  a  consequence  which  might  result  from  mlsrouting, 
and  the  carrier  is  not  liable  therefor. — Ibid. 

BILLS  OF  LADING 
Assignee  of  Bill  of  Lading — Rights  of: 

(Supreme  Court  of  Pennsylvania.)  Where  the  defendant  ad- 
vanced money  to  a  manufacturer  under  an  arrangement  that  It 
might  deduct  25  per  cent  on  subsequent  purchases,  and  plaintiff 
advanced  money  to  the  manufacturer  with  which  to  fill  an  order 
from  defendant,  taking  an  assignment  of  the  bill  of  lading  and 
surrendering  it  to  defendant  on  defendant's  promise  to  give  a 
note,  and  defendant,  when  sued  for  the  breach  of  such  promise, 
did  not  set  up  a  bailment,  but  claimed  an  unqualified  right  to 
deduct  the  entire  balance  due  it,  plaintiff  was  entitled  to  a 
verdict  if  the  note  was  to  be  given  after  inspection  of  the  goods, 
but  was  entitled  only  to  the  amount  in  excess  of  defendant's 
claim  if  there  was  no  agreement  to  give  the  note  for  a  particular 
amount. — State  Bank  of  Avon  vs.  Luff  et  al.,  112  Atl.  RepL  452. 
The  assignment  of  a  bill  of  lading  to  a  bank  advancing 
money  to  the  shipper  with  which  to  fill  the  consignee's  order,  car- 
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ried  with  it  the  control  of  the  goods,  with  the  right  to  stipulate 
for  a  note  before  delivery  of  the  bill  to  the  consignee.- — Ibid. 
Where  defendant  had  advanced  money  to  a  manufacturer 
under  an  agreement  that  it  might  deduct  25  per  cent  on  sub- 
sequent purchases,  and  subsequently  gave  the  manufacturer  an 
order  for  goods,  agreeing  to  give  a  note  for  a  specified  amount, 
and  a  bank  which  had  advanced  to  the  manufacturer  amounts 
in  excess  of  the  amount  of  the  note  made  a  further  advance  to 
enable  the  manufacturer  to  fill  the  order  on  the  manufacturer's 
agreement  to  assign  the  bill  of  lading,  and  surrendered  the  bill 
of  lading  to  defendant  on  the  express  condition  that  the  note 
would  be  given,  defendant  had  no  right  to  set  off  its  claim  for 
the  amount  due  from  the  manufacturer  against  the  bank. — Ibid. 


HANDLING  OF  OVERCHARGE  CLAIMS 

The  Traffic  World  Washington  Bureau 

In  accounting  circular  No.  157-A  the  Railroad  Administration, 
March  26,  announced  the  arrangement  made  with  the  Interstate 
Commerce  Commission  for  handling  the  thousands  of  overcharge 
claims  filed  with  the  Commission  under  the  ruling  that  such 
claims  were  for  violations  of  the  interstate  commerce  law,  and, 
therefore,  under  section  206  (c),  were  required  to  be  filed  with 
the  Commission.  The  circular  is  dated  March  18,  the  day  on 
which  it  was  formulated  and  sent  to  Chicago  for  approval  by 
John  Barton  Payne.  Lack  of  that  approval  by  the  agent  ap- 
pointed to  wind  up  the  affairs  of  the  Railroad  Administration 
held  up  the  arrangement  for  a  week.  The  scheme  for  getting 
rid  of  the  claims  was  devised  by  the  lawyers  for  the  Railroad 
Administration  and  the  men  in  the  Commission  who  have  charge 
of  the  informal  cases.  The  latter  were  the  recipients  of  the  mass 
of  claims  the  filing  of  which  was  made  obligatory  by  the  ruling 
of  the  Railroad  Administration. 

The  accounting  circular,  signed  by  L.  J.  Tracy,  acting  comp- 
troller, addressed  to  each  carrier,  the  property  of  which  was 
under  control,  is  as  follows: 

It  is  the  purpose  of  the  Interstate  Commerce  Commission  to  return 
to  the  claimant  all  overcharge  claims  against  the  Director  General 
which  were  filed  with  the  Commission  before  March  1,  1921,  with 
advice  substantially  as  follows: 

"This   will   acknowledge   receipt   on   Feb.    28,   1921,   of   your   letter  • 
of  February  15,  relative  to  your  claim  against  the  Chicago,  Burlington 
&  Quincy  R.   R.   for  refund  of  an  alleged  straight  overcharge  of  $10 
on  a  shipment  of  lumber  forwardded  from  Minnesota  Transfer,  Minn., 
to  Columbus,  O.,  your  No.  . 

"You  contend  that  the  charges  collected  were  unlawful  in  that 
they  exceeded  those  properly  collectible  on  basis  of  rates  legally  ap- 
plicable at  time  of  shipment. 

"This  complaint  has  been  filed  with  the  Commission  under  the 
above  number.  It  is  suggested  that  you  now  take  up  your  claim  with 
the  carrier,  and  if  you  are  unable  to  secure  an  adjustment,  you  may 
then  bring  the  matter  to  our  attention. 

"A  duplicate  copy  of  this  letter  is  enclosed  herewith  for  your  use 
in  presenting  claim  to  the  carrier  as  evidence  that  it  has  been  flled 
with  the  Commission." 

Each  such  claim  which,  accompanied  by  a  duplicate  copy  of  the 
Commission's  letter,  is  filed  with  your  railroad,  should  be  handled  to 
final  conclusion  in  accordance  with  the  established  practice.  If,  after 
an  investigation  is  made,  overcharge  is  established,  refund  should  be 
made.  If  no  overcharge  occurred,  claim  should  be  declined. 

No  announcement  by  the  Commission  was  made.  That  body 
never  was  anxious  to  have  laid  on  it  the  work  caused  by  the 
ruling  that  sent  the  claims  to  Its  files.  Determination  by  the 
Railroad  Administration  to  have  the  railroads  dispose  of  the 
claims,  just  as  if  they  had  never  been  sent  to  it,  is  a  great  relief 
to  it.  The  Commission  never  had  jurisdiction  over  overcharge 
claims,  as  such,  so  that  it  is  not  in  a  position,  even  if  It  were 
so  disposed,  to  object  to  the  disposition  made  of  them  by  the 
Railroad  Administration. 


DECISION  ON  SECTION  206(F) 

Indirectly,  and  by  what  some  attorneys  may  believe  to  be 
"obiter,"  Judge  Rudkin,  of  the  federal  court  for  the  eastern  dis- 
trict of  Washington,  northern  division,  has  held  that  section 
206  (f)  of  the  transportation  act  is  unconstitutional  insofar  as  it 
says  that  in  reparation  cases,  the  period  of  federal  control  shall 
not  be  counted  in  computing  the  two  years  of  limitation  placed 
on  the  right  to  demand  reparation  for  unreasonable,  unjustly 
discriminatory,  or  unduly  prejudicial  rates.  He  held  it  valid, 
however,  in  respect  of  an  action  for  the  recovery  of  damages 
caused  by  the  failure  of  the  Great  Northern  to  furnish  cars  as 
requested  by  the  plaintiff,  which  was  the  issue  in  this  case. 

The  Wenatchee  Produce  Co.  sued  the  Great  Northern  for 
damages  arising  from  its  failure  to  furnish  cars  for  the  shippers 
of  apples.  A  demurrer  was  interposed  on  the  ground  that  the 
action  was  not  begun  within  the  time  limited  by  law.  It  was 
conceded  on  the  part  of  the  plaintiff  that  the  claim  in  suit  was 
barred  by  the  state  statute  of  limitation,  but  that  it  was  kept 
alive  by  that  part  of  the  transportation  law  reading:  "The  period 
of  federal  control  shall  not  be  computed  as  a  part  of  the  periods 
of  limitation  in  actions  against  carriers  or  in  claims  for  repara- 
tion to  the  Commission  or  causes  of  action  arising  prior  to  fed- 
eral control." 

It  was  conceded  on  the  part  of  defendant  that  the  claim  was 
not  barred  if  the  quoted  provision  was  constitutional. 


Judge  Rudkin  said  the  right  of  a  state  to  repeal  a  statute  of 
limitations  or  extend  the  period  within  which  action  might  be 
brought,  even  after  the  bar  of  the  statute  had  become  complete, 
was  well  settled,  citing  as  authority  for  that  statement,  Camp- 
bell vs.  Holt,  115,  U.  S.  620.  He  said  that  rule  was  subject  to 
the  limitation  that  the  legislature  might  not,  by  repeal  or  exten- 
sion, divest  property  rights,  as  where  the  title  to  property  passed 
from  one  person  to  another  by  adverse  possession  or  by  the  mere 
lapse  of  time.  He  said  there  might  be  other  exceptions,  but  with 
them  the  court  was  not  concerned.  He  said  it  was  equally  well 
settled  that  Congress  might,  as  a  war  measure,  extend  the  period 
of  limitation  fixed  by  the  laws  of  the  several  states.  Such,  he 
said,  was  the  decision  of  the  Supreme  Court  in  Stewart  vs.  Kahn 
11  Wall.,  493,  based  on  the  act  of  June  11,  1864,  which  provided 
that  the  time  during  which  certain  persons  were  beyond  the 
reach  of  judicial  process  should  not  be  taken  as  any  part  of  the 
time  limited  by  law  for  the  beginning  of  action. 

On  the  argument  of  this  case,  Judge  Rudkin  s*aid  a  report 
or  brief  was  furnished  to  him  prepared  by  a  special  committee  of 
counsel  representing  western  trunk  lines,  which  contained  an 
able  review  of  the  authorities.  Commenting  on  the  contents  of 
that  brief,  Judge  Rudkin  said  it  was  there  conceded  that  206 (f) 
would  be  valid  if  applicable  to  cases  where  the  limitation  af- 
fected the  remedy  only,  but  it  was  urged  that,  inasmuch  as 
there  were  many  cases  within  its  terms  to  which  the  act  could 
not  constitutionally  apply,  it  was,  therefore,  void  in  its  entirety. 
Some  of  the  cases  to  which  the  act  could  not  be  made  applicable 
without  bringing  it  into  conflict  with  the  constitution  were  those 
arising  under  the  federal  employers  liability  act,  Lord  Camp- 
bell's act,  reparation  cases,  and  perhaps  others,  the  lawyers  said. 

"In  these  latter  cases,  it  will  be  conceded,"  said  Judge  Rud- 
kin, "that  the  time  fixed  is  a  part  of  the  right  granted  or  created, 
not  a  mere  limitation  only,  and  whether  in  such  cases  Congress 
could,  after  the  expiration  of  the  time,  extend  the  period,  may 
well  admit  of  question.  In  fact,  I  do  not  think  that  any  such 
power  exists  in  Congress  or  elsewhere,  but  the  fact  that  the  act 
may  not  be  valid  when  applied  to  every  case  that  might  possibly 
fall  within  its  provisions  does  not  necessarily  invalidate  it  as  to 
all  other  cases  covered  by  it.  Thus,  in  the  case  to  which  we  have 
referred  (Stewart  vs.  Kahn)  the  Supreme  Court  upheld  the 
statute  where  the  limitation  applied  to  the  remedy  and  divested 
no  property  rights,  but  denies  its  efficacy  in  other  cases  where 
property  rights  would  be  affected  or  titles  divested.  The  time 
for  bringing  actions  under  the  various  death  statutes,  under  the 
federal  employers  liability  act,  and  other  kindred  statutes,  is 
not,  strictly  speaking,  a  statute  of  limitations  at  all,  but  is  a 
mere  limitation  upon  the  right  created  by  the  statute  and  follows 
that  right  into  every  other  jurisdiction  regardless  of  local  sta- 
tutes of  limitations.  It  might  well  be  said,  therefore,  that  such 
cases  do  not  fall  within  either  the  letter  or  spirit  of  the  statute, 
but,  in  any  event,  I  am  of  the  opinion  that  the  statute  is  clearly- 
applicable  to  the  case  now  before  the  court  and  to  that  extent  is 
constitutional  and  valid." 

The  case  was  tried  in  the  District  court  by  Barrows  & 
Hanna,  attorneys  for  the  plaintiff,  and  Charles  S.  Albert  and 
Ernest  E.  Sargent,  attorneys  for  the  defendant. 


NEW    CUNARDER    LAUNCHED. 

The  Cunard  Line  announce  the  successful  launching,  March 
22,  of  the  New  Cunarder,  "Ausonia,"  Newcastle-on-Tyne,  Eng- 
land. The  "Ausonia"  is  538  feet  long  over  all,  with  a  beam  of 
65  feet,  depth  of  43  feet,  and  a  gross  tonnage  of  13,000  tons.  She 
will  have  accommodations  for  1,700  cabin  and  third  class  passen- 
gers. The  "Ausonia"  is  the  second  of  a  series  of  six  vessels 
which  the  company  is  constructing  to  carry  cabin  and  third 
class  passengers  only;  she  is  also  the  sixth  ship  of  the  thirteen 
new  vesels  included  in  the  Cunard  post  war  building  program 
to  be  launched  having  been  preceded  in  the  water  by  the 
"Scythia,"  "Tyrrhenia,"  "Samaria,"  "Albania,"  and  "Antonia," 
which  last  was  launched  just  eleven  days  previous.  The  "Aus- 
onia," like  .her  predecessors,  is  an  oil  burner,  with  single  funnel, 
thus  providing  greatly  increased  space  for  passenger  accommo- 
dation, above  that  usually  afforded  on  a  ship  of  her  tonnage. 
The  Cunard  Line  also  expects  to  announce  shortly  the  launch- 
ing of  the  "Laconia." 


CURRENT  AMERICAN  SHIPBUILDING 

On  March  1,  1921,  private  American  shipyards  were  building, 
or  under  contract  to  build,  for  private  shipowners  227  steel  ves- 
sels, of  901,229  gross  tons,  compared  with  252  steel  vessels,  of 
977,903  gross  tons,  on  February  1,  1921.  The  shipyards  have 
reported  no  new  contracts  during  February.  These  figures  do 
not  include  government  ships  or  ships  building  or  contracted  for 
by  the  United  States  Shipping  Board. 


CONDITIONS  AT  HAVANA 

Latest  advices  to  the  Department  of  Commerce  from  Ha- 
vana, Cuba,  indicate  that  the  congestion  in  the  harbor  there 
has  been  eliminated  and  that  practically  normal  harbor  condi- 
tions exist  at  present. 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law.  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance— may  obtain  thia  kind  of 
private  se-vice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 

Traffic  Service  Corporation,  Colorado  Building,  Washington,  D.  C. 
•  _^_^___^^^_^^^___^^^^^^^^____^^_^_^ 

Damages — Liability  of  Express  Company 
Mississippi. — Question:  On  December  23,  1920,  a  shipment 
of  bread  and  cakes  was  made  by  express  from  Natchez,  Miss., 
to  Willetts,  La.,  invoicing  at  $13.93,  which  was  the  value  given 
at  time  of  shipment.  In  this  shipment  a  five-pound  fruit  cake 
was  given  to  the  consignee,  there  being  no  charge  made  the 
consignee  for  same,  and  no  value  given  the  express  company. 
This  shipment  was  not  delivered  and  a  duplicate  shipment  was 
made,  which  included  another  five-pound  fruit  cake,  this  ship- 
ment being  delivered  in  full. 

A  claim  was  entered  for  $17.68,  which  is  the  amount  of  the 
value  given,  plus  $3.75  for  the  fruit  cake,  which  was  not  valued 
at  time  of  shipment.  The  express  company  turned  this  claim 
down,  claiming  that  the  extent  of  their  liability  was  $13.93,  the 
amount  given  at  the  time  of  shipment. 

Answer:  We  assume  that  you  made  this  shipment  under 
an  express  receipt  without  inserting  any  value  therein,  thereby 
permitting  the  agreed  valuation  of  not  exceeding  $50  to  apply. 
Inasmuch  as  the  express  company  does  not  publish  a  lower 
rate  dependent  upon  value  less  than  $50  per  100  pounds  or  50 
cents  per  pound,  it  is,  in  our  opinion,  liable  for  the  value  of 
the  entire  shipment,  not  to  exceed  $50,  as  that  is  the  loss  sus- 
tained by  the  shipper  by  reason  of  the  express  company's  failure 
to  deliver. 

Damages — Liability  of  Connecting  Lines  for 

Missouri. — Question:  One  of  our  customers  located  on  a 
southern  river  route  shipped  to  us  a  carton  of  dry  goods  via 
steamer  to  New  Orleans  in  care  of  the  American  Express  Co. 
to  destination.  Upon  arrival  the  carton  was  accepted  and  a 
clear  receipt  given;  however,  when  we  opened  the  carton,  we 
found  the  contents  wet. 

An  inspector  was  called  from  the  express  company  and,  as 
the  merchandise  was  stained  and  worthless  to  us,  we  notified 
the  express  company  to  call  for  same  as  salvage.  They  have 
never  called  for  the  salvage  and  refuse  to  make  payment  of  the 
claim  on  the  grounds  that  they  gave  a  clear  receipt  to  the 
steamer  company  and  also  hold  a  clear  receipt  from  us  and 
that  they  have  no  way  of  knowing  that  this  damage  did  not 
occur  while  on  board  the  steamer. 

Please  advise  us  if  our  stand  is  right.  That  if  they  gave 
the  steamer  company  a  clear  receipt  and  the  goods  were  wet  at 
that  time  that  is  their  fault  and,  as  the  goods  were  still  wet 
when  we  received  them  and  their  inspector  called  promptly  and 
examined  the  goods,  and  they  are  liable  for  the  damage. 

Answer:  It  appears  that  the  shipment  in  question  did  not 
move  on  a  through  bill  of  lading.  Under  the  provisions  of  the 
Cummins  amendment,  namely,  section  20  of  the  act  to  regulate 
commerce,  the  initial  carrier  is  liable  foi  damage  occurring  on 
its  connections  as  well  as  on  its  own  line  and  a  suit  may  be 
filed  against  the  initial  carrier  and  proof  that  the  damage  oc- 
curred on  any  particular  line  need  not  be  made  by  the  claim- 
ant. However,  in  order  to  hold  the  initial  carrier  liable  under 
the  Cummins  amendment  for  damage  occurring  on  the  line  of 
a  connecting  carrier,  there  must  be  some  evidence  of  a  common 
control,  management  or  arrangement  for  a  continuous  carriage 
or  shipment  within  the  meaning  of  the  act  to  regulate  com- 
merce. You  can,  of  course,  bring  suit  against  the  destination 
carrier,  namely,  the  express  company,  and  if  this  is  done  it  is 
only  necessary  to  prove  that  the  shipment  was  delivered  in 
good  order  to  the  initial  carrier,  the  presumption  being,  which 
must  be  rebutted  by  the  carrier,  that  the  goods  when  received 
by  the  destination  line,  were  in  the  same  condition  as  when 
received  by  the  initial  carrier.  However,  if  the  destination  car- 
rier can  prove  that  the  damage  occurred  before  the  shipment 
was  delivered  to  it  no  recovery  can  be  had  against  that  line. 
The  fact  that  the  express  company  gave  the  steamer  line  a 
clear  receipt  is  evidence,  although  not  conclusive,  that  the  goods 
were  in  good  condition  when  received  by  the  express  company, 
and  the  same  thing  is  true  as  respects  the  clear  receipt  which 
you  gave  the  express  company  upon  delivery  of  the  goods  to  you. 

Notice   to   Consignor  of  Refusal   of  Goods 

Pennsylvania. — Question:  On  September  13  we  consigned  a 
shipment  of  cakes  and  crackers  to  Martin,  Ky.,  via  "A"  Railroad. 


We  an*  Ju«»  adviHrd  by  Imiii  the  agent  at  Martin,  Ky.,  and  th«- 
general  a*ent  at  Huntlngton,  W.  Va.(  their  letter  February  7 
and  9.  that  shipment  Is  on  hand  at  Martin,  Ky.,  refused  on 
account  of  consignee  going  out  of  business. 

As  this  Is  the  first  Instance  In  which  we  received  any  knowl- 
edge that  shipment  has  not  been  delivered,  owing  to  the  fact 
that  practically  six  months  had  elapsed  from  time  of  shipment 
until  we  were  notified  of  refusal,  are  we  not  entitled  to  full 
recovery? 

Answer:  The  uniform  storage  rules  provide  that  notice  to 
the  consignor  must  be  given,  by  the  carrier,  of  the  refusal  of 
less-than-carload  shipments,  which,  we  understand  this  shipment 
to  have  been.  The  courts  have  also  held  that  it  Is  the  duty 
of  the  carrier  to  notify  the  consignor  of  the  refusal  of  goods 
at  destinatloi  and,  failing  to  do  so,  the  carrier  Is  liable  for  the 
value  of  the  goods. 

Liability  of  Carrier  for  Delay  in  Transit 
Michigan. — Question:  On  page  448,  second  column.  In  Feb- 
ruary 26  issue,  you  have  shown  the  following:  "Carriage  of 
live  stock. — Delay — Carrier  to  excuse  must  notify  shipper  of 
congestion  at  connecting  point  (Court  of  Civil  Appeals  of  Texas, 
Austin) :  A  carrier  should  notify  a  shipper  of  stock  of  a 
crowded  and  congested  condition  at  a  connecting  point  which 
would  cause  delay  in  shipments  and,  falling  to  do  so,  such  con- 
gested condition  would  be  no  excuse  for  delay  In  shipment. — 
Ft.  Worth  &  R.  G.  Ry.  vs.  Hasse,  226  S.  W.  Rept.  448."  Will 
this  apply  to  Michigan? 

Answer:  We  are  unable  to  locate  a  decision  of  the  courts 
of  Michigan  which  covers  a  state  of  facts  entirely  similar  to 
those  in  the  case  referred  to  above.  However,  the  rule  Is  that 
where  goods  are  tendered  to  a  carrier  for  transportation,  it  is 
bound  to  advise  the  shipper  as  to  any  cause  likely  to  delay 
transportation,  which  cause  is  within  Its  knowledge,  or  within 
its  fair  and  reasonable  means  of  knowledge,  and  not  within  the 
knowledge  of  the  shipper;  and  if  it  fails  in  its  duty  in  this  re- 
spect, a  delay  will  not  be  excused,  and  that,  too,  irrespective  of 
the  nature  of  the  cause  (see  the  case  of  Boyd  vs  King,  166  N.  W 
901  (Mich.)). 

Claims — Time  Within   Which  to   File 

Massachusetts. — Question:  Will  a  claim  placed  for  pilferage 
on  October  5,  1917,  still  hold  good?  The  local  agent,  who  ac- 
knowledged the  claim,  sent  the  papers  covering  to  the  freight 
claim  agent,  but  after  repeated  requests,  by  letter,  covering  a 
period  of  about  three  years,  the  claim  agent  of  the  receiving 
line  finally  advises  us  that  no  claim  of  this  nature  was  recorded 
against  his  company,  stating  that  the  documents  must  have  been 
lost.  Our  files  show  an  acknowledgment  of  the  receipt  of  claim 
papers  by  the  local  agent  and  evidences  of  his  having  forwarded 
same  to  the  claim  agent  of  the  initial  line,  who  now  denies  hav- 
ing received  them.  Are  we  still  within  the  prescribed  limits 
permitting  us  to  file  a  new  claim? 

Answer:  Under  the  provisions  of  the  carriers'  bill  of  lad- 
ing, a  claim  or  notice  of  claim  must  be  filed  within  six  months 
from  the  time  the  goods  are  delivered.  Therefore,  it  is  now 
too  late  for  you  to  file  another  claim  or  notice  of  claim  with 
the  carrier,  covering  this  shipment.  However,  inasmuch  as  you 
have  an  acknowledgment  from  the  carrier  of  the  receipt  of  your 
claim,  which  you  filed  three  years  ago,  it  seems  to  be  apparent 
that  the  claim  has  been  properly  filed  with  the  carrier. 

Collection   of  Overcharges  Against  Carrier 

Wisconsin. — Question:  Will  you  kindly  inform  us  as  to  how 
far  back  we  will  be  able  to  collect  freight  overcharge  claims,  and 
what  is  the  limitation  in  collecting  these  claims;  that  is,  exclud- 
ing the  recent  decision  or  section  206-C  of  the  transportation  act? 

Answer:  Claims  for  overcharges  may  be  filed  with  the  car- 
rier at  any  time,  and  the  carrier  may  and  should  refund  to  the 
shipper  any  excess  over  the  lawfully  applicable  rate,  and  it  is 
authorized  to  do  so  without  an  order  from  the  Interstate  Com- 
merce Commission.  However,  if  there  is  a  dispute  as  to  the 
amount  due  the  shipper,  or  the  carrier  is  unwilling  to  make  a 
refund  of  the  amount  claimed  by  the  shipper,  under  the  pro- 
visions of  section  16  of  the  interstate  commerce  act,  such  com- 
plaints for  the  recovery  of  damages  must  be  filed  with  the  Com- 
mission within  two  years  from  the  time  the  cause  of  action  ac- 
crues, the  cause  of  action,  under  this  section,  accruing  upon 
delivery  or  tender  of  delivery  by  the  carrier.  If  a  suit  is  filed 
in  a  court  of  law,  as  it  may  be,  for  the  collection  of  overcharges, 
the  statute  of  limitations  of  the  state  in  which  the  suit  is  brought 
will  govern  the  time  within  which  the  action  may  be  brought. 

Damages — Failure  of  Carrier  to    Reconsign 

Texas. — Question:  In  March  19  issue  of  The  Traffic  World 
I  note  answer  to  my  letter.  You  state  in  your  answer  that  you 
are  of  the  opinion  that  we  can  recover,  and  this  has  been  our 
opinion.  We  have  carefully  noted  the  McCaull-Dinsmore  deci- 
sion, and  were  of  the  opinion  that  this  applied  to  our  claim,  but 
the  railroad  company  advise  us  that  we  are  in  error.  They 
state  that  the  interstate  commerce  act  was  originally  passed 
in  1887;  that  what  is  known  as  the  Carmack  amendment  was 
passed  In  1906,  and  the  Cummins  amendment,  which  was  the 
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amendment   construed   by   the   Supreme   Court   in   the   McCaull- 
Dinsmore  case,  was  adopted  in  1915. 

The  railroad  further  advises  that  in  1916  the  commerce  act 
was  again  amended  and  that  it  is  under  the  1916  amendment 
which  our  claim  would  have  to  be  considered,  and  that  this 
amendment  permitted  an  agreed  valuation  on  shipments  of  all 
character,  and  they  refer  us  to  suit  of  Railroad  Company  vs. 
Reichardt,  212  S.  W.  208. 

If  it  is  not  inconsistent,  we  would  like  you  to  review  our 
previous  letters  in  connection  with  this  one  and,  if  you  can 
do  so,  give  us  authorities  which  would  show  that  our  claim  is 
a  proper  and  just  one  and  ought  to  be  paid.  Our  claim  is  as 
set  forth  in  paragraph  5,  in  our  letter  of  January  10. 

Answer:  We  fail  to  see  what  connection  the  matter  of 
agreed  valuations  has  to  do  with  the  shipment  in  question,  nor 
do  we  see  what  connection  the  McCaull-Dinsmore  case  has 
with  this  shipment.  The  carrier  has  admitted  its  responsibility 
for  failing  to  reconsign  the  shipment,  and,  acting  upon  advice 
of  the  general  agent  of  the  carrier,  a  duplicate  shipment  was 
forwarded  to  the  consignee  at  "E,"  resulting  in  a  loss  to  you. 
We  are,  therefore,  of  the  opinion  that  such  damages,  as  were 
the  result  of  the  carrier's  negligence  in  failing  to  comply  with 
your  reconsigning  instructions,  may  be  recovered. 
Collection  of  Overcharges 

Ohio. — Question:  During  the  latter  part  of  1918  we  had 
a  car  from  a  point  on  line  "A"  to  destination  on  line  "B."  The 
through  rate  did  apply  via  intermediate  line  "C,"  but  did  not 
apply  via  intermediate  line  "D."  The  bill  of  lading  did  not  con- 
tain rate  nor  route  other  than  delivering  line  "B."  Initial  line 
"A"  forwarded  the  car  via  intermediate  line  "D,"  full  combina- 
tion being  assessed.  Under  misrouting  rules  of  the  Interstate 
Commerce  Commission  the  line  at  fault  (line  "A")  may  adjust 
the  matter  by  refunding  the  difference  between  the  through 
rate  via  intermediate  line  "C"  and  combination  intermediate 
line  "D."  However,  in  view  of  the  word  "may"  it  would  not 
appear  that  this  is  obligatory  on  the  part  of  line  "A."  What 
is  your  view  as  to  this?  The  claim  was  not  filed  with  line  "A" 
until  February,  1920,  and  they  have  not  paid  it,  although  they 
have  not  stated  to  us  definitely  whether  they  would  or  would 
not  pay  it.  Assuming  that  it  is  not  obligatory  on  part  of  line 
"A"  to  pay  the  overcharge,  does  the  claim  become  a  damage 
claim  and,  if  so,  can  we  secure  payment  by  suit,  bearing  in 
mind  two  facts — namely,  first,  that  the  claim  was  not  filed  within 
six  months,  and,  second,  that  suit  was  not  brought  within  two 
years? 

Answer:  Under  the  Conference  Rulings  of  the  Interstate 
Commerce  Commission,  the  carrier  may  refund  any  overcharge 
resulting  from  the  misrouting  of  a  shipment  on  its  part,  without 
specific  authority  from  the  Interstate  Commerce  Commission. 
In  the  event  a  carrier  will  not  voluntarily  refund  the  amount 
of  the  overcharge,  the  matter  must  be  presented  to  the  Com- 
mission and  an  order  secured  directing  the  carrier  to  make  the 
refund.  However,  even  though  an  order  is  secured  from  the 
Interstate  Commerce  Commission,  this  does  not  necessarily  mean 
that  the  shipper  will  receive  the  amount  of  the  overcharge,  as 
the  Commission  has  no  power  to  enforce  any  of  its  orders,  and 
application  must  be  made  to  a  court  of  law  to  compel  payment 
of  any  order  of  the  Commission  for  a  refund  of  charges  col- 
lected, in  the  event  a  carrier  will  not  voluntarily  comply  with 
the  order  of  the  Commission.  In  the  event  the  carrier  does  not 
voluntarily  pay  the  amount  of  the  claim,  it  does  not,  however, 
become  a  damage  claim  subject  to  the  provisions  of  the  bill  of 
lading,  with  respect  to  the  filing  of  a  claim  within  six  months,  nor 
that  provision  relating  to  the  filing  of  a  suit  within  two  years. 
If  suit  is  filed  in  a  court  of  law,  as  it  may  be,  it  is  subject  to 
the  statutes  of  limitations  of  the  state  in  which  suit  is  brought, 
which  govern  actions  for  the  recovery  of  money  had  and  re- 
ceived. 

Collection  of  Undercharges 

Connecticut.— Question:  On  page  493  of  your  March  5,  1921, 
issue,  under  the  heading,  "Filing  of  Overcharge  Claims,"  we 
are  interested  in  a  particular  paragraph,  appearing  under  this 
subject,  viz.,  "That  situation  was  cured,  as  to  belated  bills  for 
undercharges,  by  the  Supreme  Court's  decision  in  the  Louis- 
ville Cement  case,  that  the  two  years  of  limitation  began  run- 
ning from  the  time  the  freight  was  paid." 

We  would  like  to  inquire  whether  or  not  this  decision  means 
that  a  carrier  can  collect  no  undercharge  bills  after  two  years 
from  the  time  freight  charges  were  originally  paid. 

Answer:  A  claim  for  undercharges  by  the  carrier,  at  the 
present  time,  is  covered  by  the  provisions  of  section  16  of  the 
interstate  commerce  act,  which  provides  that  all  actions  at  law 
by  carriers  subject  to  this  act,  for  recovery  of  freight  charges 
or  any  part  thereof,  shall  be  begun  within  three  years  from  the 
time  the  cause  of  action  accrues,  the  cause  of  action  accruing, 
under  this  section,  upon  delivery  or  tender  of  delivery  of  the 
shipment  by  the  carrier. 

Reconsignment  in  Transit 

Canada.— Question:     In  September,  1919,  we  shipped  a  car- 
load of  our  goods  with  freight  charges  prepaid  from  our  factory 
Buffalo,   N.   Y.,   to   Savannah,   Ga.,   routed    Erie-P.   R.   R    to 


Philadelphia,  thence  M.  &  M.  T.  Co.  When  the  car  reached 
Philadelphia  there  was  a  dock  workers'  strike  in  progress,  and 
the  steamship  company  could  not  take  delivery.  After  waiting 
sixteen  days  for  the  trouble  to.be  settled,  we  ordered  the  car 
forwarded  all  rail.  When  it  reached  Savannah,  freight  charges 
were  collected  from  the  consignee  on  the  basis  of  third  class 
local  rate  from  Philadelphia  to  Savannah  plus  demurrage  and 
reconsignment  charges. 

Our  goods  are  subject  to  an  any-quantity  rating  under  the 
Southern  Classification,  although  we  enjoy  a  through  commodity 
rate  from  Buffalo  to  Savannah  via  the  rail-and-water  route. 

We  filed  a  claim  against  initial  carrier  for  a  refund  of 
demurrage  and  additional  charges  paid,  contending  that  we  were 
entitled  to  the  through  all-rail  rate  from  Buffalo  to  Savannah. 
The  demurrage  part  of  our  claim,  amounting  to  $68,  has  been 
refunded  to  us  after  a  hard  fight,  but  the  balance  of  the  claim 
has  been  declined,  carriers  A.  of  F.  A.  contending  that  we  are 
entitled  to  pay  charges  on  the  basis  of  a  combination  of  locals 
plus  the  reconsigning  charge  of  $5.  Kindly  inform  us  if  the 
stand  taken  by  the  carriers  is  the  proper  one,  giving  reference 
to  authorities. 

Answer:  In  view  of  the  fact  that  the  only  action  taken  by 
you  was  that  of  diverting  the  car  from  a  rail-and-water  to  an 
all-rail  route,  your  shipment  is  covered  by  rules  2  and  7  of  the 
General  Reconsigning  Rules.  Under  rule  2,  you  are  entitled  to 
protection  of  the  through  rate  from  original  point  of  origin  to 
final  destination,  applicable  via  point  of  diversion.  If  there  is 
a  joint  through  rate  via  route  of  movement  from  Buffalo,  N.  Y., 
to  Savannah,  Ga.,  you  are  entitled  to  the  protection  of  this  rate. 
If,  however,  there  is  no  joint  through  rate,  charges  should  be 
assessed  on  basis  of  the  lowest  combination  of  intermediate 
rates.  As  the  diversion  was  made  in  transit,  the  reconsignment 
charge  should  be  $2,  as  per  rule  7,  instead  of  $5,  as  assessed  by 
the  carriers. 

Failure  of  Carrier  to  Divert  Car 

West  Virginia. — Question:  We  received  order  from  a  firm  to 
forward  a  carload  of  lumber  from  "A"  to  "B."  Consignees  in- 
tended to  reconsign  car  after  its  arrival  at  "B"  to  a  point  which 
we  shall  designate  as  "C."  Through  misunderstanding  car  was 
actually  billed  from  "A"  to  incorrect  destination  designated  as 
"E."  The  originating  carrier  was  requested  to  divert  car  from 
"E"  to  "B."  Notwithstanding  fact  that  carriers  had  adequate 
time  to  effect  this  diversion,  car  arrived  at  "E"  as  billed.  The 
consignees  did  not  rebill  car  to  "B,"  but  rebilled  direct  to  "C." 
Are  we  entitled  to  any  refund  of  freight  account  failure  to 
divert,  consideration  being  given  to  fact  that  car  was  not  han- 
dled through  "B"?  If  so,  how  based? 

Answer:  In  view  of  the  fact  that  the  consignee  at  "E"  did 
not  insist  upon  the  carrier  carrying  out  the  original  reconsigning 
instructions,  but  instead,  rebilled  the  car  direct  to  "C,"  thereby 
relieving  the  carrier  of  any  liability  for  its  failure  to  carry  out 
the  original  instructions,  we  are  of  the  opinion  that  you  are  not 
entitled  to  any  refund. 

If  the  car  was  reconsigned  before  placement  at  "E,"  you 
are  entitled  to  the  protection  of  the  through  rate  from  "A"  to 
"C,"  applicable  via  "E."  In  the  absence  of  a  joint  through 
rate,  the  combination  of  intermediate  rates  would  apply.  If  the 
shipment  had  been  reconsigned  to  "B,"  and  then  reconsigned 
from  "B"  to  "C,"  the  rate  to  apply  would  be  combination  over 
"B,"  as  only  one  reconsignment  can  be  made  on  basis  of  the 
through  rate  from  point  of  origin  to  ultimate  destination,  as  per 
rule  5  of  the  General  Reconsigning  Rules. 

Demurrage   on    Frozen   Shipment 

Ohio. — Question:  Some  time  ago  we  received  several  cars 
of  sand  which  were  frozen  when  placed  on  our  private  siding 
for  unloading.  On  account  of  frozen  condition  of  contents  of 
cars  we  could  not  unload  same  within  the  free  time  allowed, 
consequently  railroad  agent  was  notified  by  telephone  and  was 
aware  of  the  fact  that  before  free  time  expired  that  additional 
time  would  be  required  to  unload  cars.  The  railroad  company 
now  insists  upon  payment  of  demurrage,  claiming  we  did  not 
notify  them  in  writing,  as  required  in  rule  8  of  Demurrage  Tariff 
4-A. 

As  we  accept  telephone  notification  of  cars  received  and 
as  practically  all  our  business  with  local  railroads  is  done  by 
telephone,  we  contend  the  railroad  company  would  not  be  vio- 
lating the  rules  by  eliminating  the  demurrage  charges  on  these 
cars.  We  further  contend  this  rule  is  meant  for  parties  who 
do  not  have  any  credit  rating  with  the  railroads.  It  is  our  under- 
standing that  the  Commission  has  ruled  on  cases  of  this  nature, 
but  we  are  unable  to  locate  any  of  their  decisions.  We  would 
be  pleased  to  have  you  advise  us  your  opinion  and,  if  possible, 
quote  decisions  of  the  Commission. 

Answer:  We  do  not  find  that  the  Commission  has  ruled 
on  a  case  involving  circumstances  such  as  those  outlined  by 
you.  We  do  find,  however,  that  this  question  is  now  before 
it  under  Docket  No.  11085,  Virginia  Iron,  Coal  &  Coke  Co.  vs. 
Norfolk  &  Western  R.  -R.,  and  a  tentative  report  was  submitted 
to  the  Commission  by  Attorney-Examiner  Gerry  almost  a  year 
ago.  An  abstract  of  the  tentative  report  appears  on  pages  729 
and  730  of  the  April  24,  1920,  issue  of  The  Traffic  World.  This 
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abstract  reads  in  part  as  follows:  "Attorney-Examiner  Charles 
F.  Gerry  made  short  work  of  the  contention  that  written  notice 
to  the  carrier,  within  the  free  time,  that  ore  is  frozen  in  the 
cars  and  cannot  be  removed,  as  a  condition  precedent  to  the  ex- 
tension  of  free  time,  is  unnecessary  and  Inconsistent,  because 
i  lie  carrier,  having  possession  of  the  ore,  is  in  a  condition  to 
know  that  it  is  frozen  and  cannot  be  unloaded.  Gerry,  relying 
upon  the  Starbird  case,  243  U.  S.  592,  recommends  the  dismissal 
of  the  complaint.  All  the  railroad  men  knew  about  the  condition 
.it  the  ore,  but  when  the  time  came  for  settlement  of  charges 
they  insisted  that,  inasmuch  as  the  complainant  had  not  served 
on  them  the  written  notice  required  by  the  rules,  the  demurrage 
DIMM  be  paid. 

Gerry  proposes  that  the  Commission  hold  that  a  consignee 
who  fails  to  comply  with  the  rule  may  not  avoid  the  conse- 
quences of  his  negligence  by  showing  that  the  information 
reached  the  carrier  through  other  channels;  also  that  the  rule 
had  not  been  shown  to  be  unreasonable. 

In  the  Starbird  case  the  Supreme  Court  was  dealing  with 
a  requirement  in  the  bill  of  lading  that  notice  in  writing  must 
be  given  within  thirty-six  hours  after  the  unloading  of  live 
stock,  in  the  event  the  consignee  or  consignor  intended  making 
a  claim  for  damages.  In  that  case  the  animals  were  in  a  wreck 
and  the  railroad  employes  and  officials  were  fully  apprised  of 
the  fact  that  the  animals  were  injured  and  also  that  the  owner 
intended  claiming  damages.  The  court  said,  however?  that  it 
would  not  have  been  difficult  for  the  consignor  to  have  com- 
plied with  the  rule  and  that  such  notice  would  have  put  into 
permanent  form  the  evidence  of  intention  to  claim  damages." 
The  Commission's  decision  should  be  rendered  within  a  short 
time,  at  which  time  an  abstract  will  appear  in  The  Traffic  World. 

Rates  Based  on  Actual  Value  of  Goods 

Massachusetts. — Question:  We  are  manufacturers  of  high- 
grade  domestic  rugs.  Many  of  our  rugs  .are  valued  at  |150  to 
$200.  To  points  in  the  territory  covered  by  Transcontinental 
Freight  Bureau's  West  Bound  Tariff  No.  18,  we  have  been  for- 
warding such  rugs  at  a  released  valuation  of  $100  each,  in  order 
to  take  advantage  of  the  commodity  rate  quoted  under  item 
No.  655,  on  page  163,  of  the  above  mentioned  tariff.  It  has  today 
been  called  to  our  attention  by  the  transportation  company  that 
they  maintain  that  we  are  wrong  in  the  construction  that  we 
place  upon  this  tariff  and  that  the  rates  are  named  on  actual 
value  of  $100  each  and  that  this  value  necessarily  means  the 
actual  value  of  the  shipments.  Will  you  kindly  advise  what 
interpretation  you  put  upon  this  matter? 

Answer:  Under  a  literal  reading  of  the  item  in  question 
the  rates  named  therein  are  restricted  to  goods  the  actual  value 
of  which  do  not  exceed  $100  each,  and  shipments  of  rugs  of 
greater  value  than  $100  each  cannot  be  made  on  this  rate,  but 
must  move  on  ratings  provided  in  the  Western  Classification. 
The  question  as  to  the  lawfulness  of  rates  based  on  the  actual 
value  of  goods  shipped  is  now  before  the  Commission  under 
Docket  No.  10648,  Gold  Hunter  Mining  &  Smelting  Company  et  al. 
vs.  Northern  Pacific  Railway  Company,  Director-General,  et  al., 
covering  rates  on  ore  and  concentrates  of  a  value  per  ton  not 
exceeding  $60,  $65  and  $100.  The  complainants  alleged  that  the 
rates  were  in  violation  of  the  Cummins  amendment  to  the  act  to 
regulate  commerce  in  that  the  carriers  had  not  complied  with 
the  Cummins  amendment  by  obtaining  the  Commission's  permis- 
sion to  base  their  ore  rates  on  the  value  of  the  ore.  In  the 
report  proposed  by  ex-Chief  Examiner  Thurtell,  he  holds  the 
view  that  rates  based  on  actual  value  are  not  in  violation  of  the 
Cummins  amendment. 

Based  upon  the  views  of  the  examiner  in  the  above  entitled 
case,  the  literal  interpretation  outlined  above  is  proper  and  if 
the  actual  value  of  your  rugs  is  greater  than  $100  each,  you 
are  not  entitled  to  the  protection  of  the  commodity  rate  in 
Transcontinental  Tariff  No.  1-S. 

Liability   of  Carrier  for    Forwarding    Shipment   Without    Proper 
Instructions 

Colorado. — Question:  A  shipment  is  forwarded  to  a  certain 
state,  via  a  designated  intermediate  junction  point,  name  of 
destination  being  omitted  from  both  bill  of  lading  and  marking. 
While  this  omission  is  shipper's  error,  is  not  agent  of  carrier 
also  in  error  in  accepting  shipment  so  billed,  and  can  carrier  be 
held  responsible  for  taking  shipment  beyond  designated  junction 
point  without  securing  correct  delivery  instructions  from  ship- 
per? 

Answer:  While  the  Commission  has  held  that  a  carrier  is 
not  liable  for  forwarding  a  shipment  to  the  point  of  destination 
designated"  by  the  shipper  on  the  package  or  in  the  bill  of  lading, 
we  are  of  the  opinion  that  if  no  destination  was  shown  in  the 
hill  of  lading  the  carrier  is  liable  for  the  expense  incurred  in 
making  delivery  at  the  proper  destination. 

Demurrage — Resulting  from   Delay  of  Carrier  in  Furnishing 
Weights 

Pennsylvania. — Question:  We  have,  at  intervals,  made  sales 
of  scrap  in  carloads,  on  the  basis  of  weights  obtained  from  our 
yard  scales.  Recently  these  scales,  on  account  of  an  accident, 
were  put  out  of  operation,  so  that  we  had  to  depend  upon  the 


...in.  i  to  furnlith  UB  with  weight*.  Because  the  local  agency  in 
not  equipped  with  a  track  scale.  It  has  been  necessary  to  weigh 
the  cam  en  route,  at  the  nearest  available  scale*.  We  bare,  In 
almost  every  case,  had  to  wait  from  ten  to  fifteen  days  for 
information  concerning  weights. 

AH  terms  of  sale  wrre  subject  to  sight  draft,  we  have  been 
unable  to  forward  order  bill  of  lading  promptly,  with  the  result 
that  demurrage  accumulated  at  points  of  destination,  the  re- 
ceivers being  unable,  of  course,  to  take  delivery  without  sur- 
render of  order  bill  of  lading. 

Are  we  not  justified  In  claiming  from  the  local  carrier  the 
demurrage  which  we  are  forced  to  allow  purchaser,  In  order 
to  have  them  accept  shipment,  although  no  agreement  with 
carrier  had  been  entered  Into  prior  to  making  of  shipment? 

Answer:  We  have  been  unable  to  locate  a  decision  of  the 
Commission  covering  such  a  situation.  However,  while  it  ap- 
pears that  the  carrier  was  somewhat  negligent  in  furnishing 
you  the  weights  on  the  shipments  in  question,  the  weighing  of 
cars  by  the  carrier  is  primarily  for  the  purpose  of  collecting 
freight  charges  and  not  for  the  purpose  of  enabling  the  shipper 
to  determine  the  sale  price  of  the  goods  shipped.  We  are,  there- 
for, of  the  opinion  that  the  Commission  would  not  consider  the 
delay  as  a  railroad  error  or  omission,  which  would  justify  the 
waiving  of  demurrage  charges. 

Limitation  of  Liability  in  Connection  with  the  Transmission  of 
Telegraph   Messages 

Virginia. — Question:  We  sent  a  code  telegram  to  one  of  our 
factories  instructing  the  manager  to  reduce  his  buying  price  on 
a  certain  commodity  $5  per  ton.  The  code  word  was  "bulled" 
in  transmission  and  resulted  in  the  manager  receiving  instruc- 
tions to  buy  at  $5  more  per  ton.  The  message,  while  in  code 
was  in  plain  English  words.  The  original  message  contained 
the  word  "Cadet,"  which  was  received  as  "Cake."  As  a  result 
of  this  error  on  the  part  of  the  Western  Union,  our  manager 
purchased  over  28  tons  at  $5  per  ton  more  than  he  should 
have  been  paying,  causing  us  to  be  damaged  to  the  extent  of 
$144.18.  The  Western  Union  has  declined  our  claim,  as  it  was 
a  code  message,  unvalued  and  unrepeated.  Please  advise  what 
the  Commission  or  any  of  the  courts  have  ruled  as  regards 
liability  of  telegraph  companies. 

Answer:  In  the  case  of  Postal  Telegraph  &  Cable  Company 
vs.  Warren-Godwin  Lumber  Co.,  251  U.  S.  27,  the  Supreme 
Court  of  the  United  States  held  that  under  the  act  of  June  8, 
1910,  c.  309,  36  Stat.  539,  a  telegraph  company  providing  one  rate 
for  unrepeated  interstate  messages  and  another  higher  rate  for 
those  repeated,  may  stipulate  for  a  reasonable  limitation  of  its 
responsibility  when  the  lower  rate  is  paid,  and  the  validity  of 
such  contract  is  not  determinable  by  state  statutes.  See  also 
Dunham  vs.  Western  Union  Telegraph  Co.,  102  S.  E.  113.  There 
are,  however,  decisions  of  the  state  courts  to  the  contrary.  See 
Western  Union  Telegraph  Co.  vs.  Southwick,  214  S.  W.  987 
This  matter  is  now  before  the  Interstate  Commerce  Commission 
under  dockets  11524  and  8917,  a  tentative  report  in  which  rec- 
ommends that  the  rules  of  telegraph  companies  limiting  their 
liability  for  negligence  in  transmission  or  delivery,  or  for  non- 
delivery of  unrepeated  interstate  messages  to  the  amount  of 
the  rate  charged,  and  of  repeated  messages  to  $50  or  fifty  times 
the  rate  charged,  be  found  to  be  unreasonable  and  that  the 
telegraph  companies  be  required  to  establish  rates  on  unrepeated 
messages  on  which  the  liability  shall  not  exceed  $500,  on  re- 
peated messages  on  which  the  liability  shall  not  exceed  $5,000. 
and  that  provision  be  made  for  valued  messages  at  the  repeated 
message  rate  plus  one-tenth  of  one  per  cent  of  the  stated  value 
in  excess  of  $5,000. 

Unreasonable    Detention    of  Tank   Car — Liability   of  Carrier  for 
Rental  Value 

Louisiana. — Question:  We  have  a  matter  pending  where  a 
shipment  originated  at  a  certain  point  and  moved  to  New  Or- 
leans, and  the  road  over  which  the  shipment  arrived  in  New 
Orleans  held  the  shipment  in  their  New  Orleans  yard  for  about 
thirty  days,  entailing  a  loss  to  us  of  tank  rental  and  decline  in 
the  market. 

The  railroad  company  has  accepted  the  liability  for  the  de- 
cline in  the  market,  giving  as  their  reason  unreasonable  delay 
in  the  shipment,  claiming  shipment  could  have  made  the  trip 
within  five  days  from  date  billed  out,  thereby  accepting  the 
decline  in  the  market  for  a  period  of  thirty  days,  but  declining 
the  liability  for  tank  rental.  Are  we  not  entitled  to  receive 
some  revenue  for  the  loss  of  use  of  this  tank  car? 

Answer:  In  a  recent  decision  of  the  Supreme  Court  of  Illi- 
nois, in  the  case  of  C.  A.  Gustafson  vs.  Michigan  Central  R.  R. 
Co.,  the  court  awarded  damages  based  on  a  rental  of  $10  per 
day  for  a  period  of  18  days,  during  which  time  an  oil  car  of  the 
complainant  was  detained  by  the  carrier. 

There  are,  in  addition  to  this  case,  several  other  cases  now 
in  the  courts  in  which  this  same  question  is  involved,  one  of 
which  is  now  before  the  federal  Court  of  Appeals  for  the  Eighth 
Circuit. 

Undercharges — Liability  of  the  Consignee  for 

Indiana.— Question:  On  August  30.  1916,  the  Big  Four  Rail- 
way Company  delivered  us  a  car  of  dried  fruit,  weighing  78,904 
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pounds,  consigned  from  California.  The  rate  charged  by  the 
western  delivery  line  at  St.  Louis  was  40.9  per  cwt.  The  Big 
Four  rate  from  St.  Louis  to  Anderson  was  11.6  per  cwt,  making 
a  total  through  rate  of  52%  cents.  This  we  paid  on  arrival. 
The  bill  amounted  to  $448.25.  Upon  this  basis  we  established 
the  cost  of  our  goods,  determined  our  profit,  and  disposed  of 
same.  Now  in  1921  comes  the  western  line  with  the  demand 
for  $78.90,  alleging  that  their  rate  from  coast  to  St.  Louis  should 
have  been  50.9,  instead  of  40.9  cents  per  cwt. 

Upon  the  initial  presentation  of  this  bill  we  have  respect- 
fully declined  payment,  in  view  of  the  age  of  this  thing,  and 
from  the  fact  that  it  would  be  a  total  loss  to  us,  in  view  of  the 
fact  that  we  established  the  cost  of  our  goods  on  the  bill  pre- 
sented. Kindly  advise  our  legal  status  in  the  matter  for  further 
guidance. 

Answer:  Section  700,  Vol.  10,  Corpus  Juris,  reads  m  part 
as  follows:  "There  is  no  contractual  relation  between  the  car- 
rier and  the  consignee  by  the  mere  designation  of  the  latter  as 
consignee  which  obligates  him  to  receive  the  goods  or  to  pay 
the  freight  charges  and  he  is  not  liable  therefore  in  the  absence 
of  an  agreement,  express  or  implied. 

"The  consignee  will  be  liable  for  freight  charges  by  accept- 
ance of  the  goods  shipped  under  a  bill  of  lading  which  contains 
the  stipulation  that  the  consignee  shall  pay  the  freight,  or  any 
similar  provision,  or  even  in  the  absence  of  such  bill  of  lading 
in  case  he  accepts  the  goods,  knowing  that  the  carrier  looks  to 
him  for  payment  and  waives  its  lien  by  delivery  of  the  goods. 
Union  Pac.  R.  Co.  vs.  American  Smelting  and  Refining  Co.,  202 
F.  720;  Taylor  vs.  Fall  River  Iron  Works,  124  F.  826;  and  the 
consignee  should  not  be  permitted  to  claim  that  he  has  no  in- 
terest in  the  property  and  compel  the  carrier  to  look  to  others 
for  payment  of  the  freight.  Penn.  R.  Co.  vs.  Titus,  216  N.  Y. 
17,  109  N.  E.  857,  Aft.  142  N.  Y.  S.  43."  See  also  the  case  of 
P/C.  C.  &  St.  L.  R.  Co.  vs.  Alvin  J.  Fink,  page  1396,  of  the  Dec. 
20,  1919,  issue  of  The  Traffic  World,  in  which  the  Supreme  Court 
of  the  United  States  held  that  the  consignee,  Alvin  J.  Fink,  was 
liable  for  the  payment  of  the  remaining  part  of  the  legal  rate 
upon  merchandise  received  by  him,  notwithstanding  the  fact 
that  the  carrier  collected  only  part  of  the  charges  upon  delivery 
of  the  shipment. 

Interest  on   Overcharges 

Georgia. — Question:  On  September  29,  1920,  we  entered 
claim  with  one  of  the  lines  entering  here,  for  overcharge  in 
freight  amounting  to  $59.40  on  a  shipment  that  we  received  on 
September  13,  1920.  The  claim  in  question  was  paid  by  the 
railroad  on  December  10,  1920;  however,  they  failed  to  pay  us 
the  interest  due  on  the  overcharge  in  freight.  Attention  was 
called  to  this  matter  and  we  were  then  offered  interest  at  6  per 
cent  until  time  claim  was  entered,  which  was  only  sixteen  days. 
Is  our  understanding  correct  that  interest  should  be  paid  on 
overcharge  in  freight  dating  from  date  freight  charges  were 
paid  and  ending  at  time  the  claim  was  vouchered? 

Answer:  Under  the  provisions  of  Conference  Ruling  No. 
489  of  the  Interstate  Commerce  Commission,  interest  on  an  over- 
charge accrues  from  the  date  of  its  collection  by  the  carrier. 
During  the  period  of  federal  control  the  carrieis  were  paying 
interest  in  accordance  with  Accounting  Circulars  41  and  41-A, 
but,  effective  with  the  issuance  of  Accounting  Circular  No.  41-B, 
instructions  were  issued  to  observe  the  provisions  of  Conference 
Ruling  489,  referred  to  above. 

BIG  HEARING  AT  MEMPHIS 

The  Traffic  World  Washington  Bureau 

Hearings  on  I.  and  S.  No.  1303,  to  be  begun  at  Memphis  on 
April  5  by  Examiner  E.  L.  Gaddess,  promise  to  develop  into  the 
largest  rate  case  that  has  come  before  the  Commission  since 
Ex  Parte  No.74.  Every  rate  from,  to,  and  between  points  south 
of  the  Ohio  River,  including  the  Mississippi  Valley,  will  be  under 
consideration. 

It  will  not,  however,  be  an  ordinary  rate  case.  It  is  the  out- 
growth of  the  Memphis-Southwestern  case,  Docket  No.  9702,  and 
the  Murphreesboro  case,  No.  9190.  The  carriers  filed  class  rates, 
presumably  in  compliance  with  the  Commission's  decisions  in 
those  cases.  Tljey  were  not,  however,  what  the  Commission 
thought  would  be  compliance  with  its  decisions,  so  both  sets  of 
tariffs  were  suspended  in  I  and  S.  Nos.  1260  and  1261. 

The  commodity  rates  suspended  in  the  case  which  Gaddess 
is  to  hear  are  made  in  percentage  relationship  to  certain  key 
class  rates.  But  the  class  rates  used  by  the  carriers  in  arriving 
at  the  commodity  rates  they  proposed  for  use  south  of  the  Ohio 
River  are  not  based  on  the  class  rates  suspended  in  the  tariff 
supposed  to  be  in  compliance  with  the  decisions  in  the  Memphis- 
Southwestern  and  the  Murphreesboro  cases. 

Instead,  the  carriers  have  formulated  what  they  call  the 
"ultimate  intentional  class  rates"  to  be  used  as  bases  for  the 
commodity  rates  suspended  in  I.  and  S.  No.  1303.  They  are 
the  class  rates  which  they  claim  will  ultimately  have  to  be  made 
operative  in  compliance  with  the  Commission's  decisions  in  the 
Memphis-Southwestern  and  the  Murphreesboro  cases.  The  car- 
riers assume  that,  inasmuch  as  the  Commission,  in  those  cases, 
directed  them  to  remove  discriminations,  they  can  remove  them 


only  by  bringing  up  the  rates.  That  assumption  is  based  on  the 
fact  that,  in  the  Murphreesboro  case  especially,  the  Commission 
said  that  the  rates  to  Murphreesboro  and  other  points  around 
Nashville  that  claimed  to  be  suffering  ill  effects  from  discrimi- 
natory rates  to  and  from  Nashville  were  reasonable,  the  rates 
to  and  from  Nashville  must  be  less  than  reasonable.  Being  less 
than  reasonable,  the  carriers  figure,  the  only  way  they  can  make 
a  reasonable  fabric  is  to  bring  up  the  rates  to  Nashville  and 
every  other  place  where  the  rates  are  lower  than  to  Murphrees- 
boro to  the  Murphreesboro  level. 

But  in  comparing  the  Murphreesboro  level  with  some  other 
rates,  it  was  found  that  that  would  not  bring  about  a  structure 
that  could  be  defended  as  reasonable  throughout  the  southeast 
and  the  Mississippi  Valley.  Therefore,  after  the  class  rates  pro- 
posed in  compliance  with  the  Murphreesboro  and  Memphis  cases, 
they  evolved  the  "ultimate  intentional  rates"  as  the  ones  on 
which  to  build  the  commodity  rate  structure. 

The  ultimate  intentional  rates  are  higher  than  the  rates 
suspended  in  either  I.  and  S.  No.  1260  or  I.  and  S.  No.  1261,  and 
naturally  higher  than  the  rates  in  effect. 

Therefore,  the  rates  carried  in  the  I.  and  S.  No.  1303  tariffs 
are  not  definitely  related  to  anything  now  in  effect  and  only  in- 
distinctly related  to  the  tariffs  suspended  in  I.  and  S.  Nos.  1260 
and  1261.  On  that  account,  it  has  been  suggested,  the  case 
will  be  exceptionally  difficult  and  complicated.  Two  weeks  were 
definitely  allowed  Gaddess  when  the  case  was  set  down.  From 
April  4  to  April  9,  the  testimony  is  to  be  of  a  general  character. 
From  April  9  to  April  17  it  is  to  relate  to  specific  commodities, 
as,  for  instance,  on  April  9,  grain  and  grain  products  are  to 
be  considered;  April  11,  rates  on  iron  and  steel  articles  are  to 
be  taken  up;  the  next  day  fresh  meats,  packing  house  products 
and  agricultural  implements  will  be  up;  on  April  13,  lumber  and 
related  articles,  paper  and  paper  stock  and  stone  will  be  con- 
sidered; April  14,  petroleum  and  products,  potatoes  and  other 
vegetables,  fertilizer  and  fertilizer  materials;  April  15,  cement, 
asphalt,  plaster  and  plaster  board;  April  16,  empty  glass  con- 
tainers, matches,  soap  and  soap  powder,  and  April  17  and  suc- 
ceeding days,  all  other  commodities. 

Judging  from  the  demand  for  time  to  be  heard,  six  weeks 
will  be  consumed  in  the  hearings.  On  account  of  the  decline 
in  commodity  prices,  it  is  believed,  the  opposition  to  the  higher 
"ultimate  intentional  rates"  will  be  stronger  than  has  been  cus- 
tomary during  and  since  the  period  of  military  activities. 


PAYMENTS  TO  CARRIERS 

The  Traffic  World  Washington  Bureau 

The   Treasury   Department   this   week   issued   the  following 

statement  showing  partial  payments  from  February  26  to  March 
29  to  railroads  under  the  amended  guaranty  provisions  of  the 
transportation  act: 

Alabama,  Tennessee  &  Northern  Railroad  Corporation $  40,000.00 

Atchison,  Topeka  &  Santa  Fe  Railway  Co 5,425,000.00 

Baltimore  &  Ohio  Railroad  Co 6,400,000.00 

Bangor   &   Aroostook   Railroad   Co '..•  60,000.00 

Boston  &  Maine  Railroad 6,500,000.00 

Brownwood  North  &  South  Railway  Co 5.500.00 

Central  New  York  Southern  Railroad  Corporation 27,000.00 

Chicago  &  Alton  Railroad  Co , 800,000.00 

Chicago  Great  Western  Railroad  Co 1,335,000.00 

Chicago,  Indianapolis  &  Louisville  Railway  Co 400,000.00 

Chicago  Junction  Railway  Co 200,000.00 

Chicago,  Milwaukee  &  St.  Paul  Railway  Co 5,137,190.05 

Chicago,  Burlington   &   Quincy   Railroad   Co 7,000,000.00 

Chicago  &   North  Western  Railway  Co 12,000,000.00 

Chicago,  Peoria  &  St.  Louis  Railroad  Co.,  Receivers  of  the  60,000.00 

Chicago,  Rock  Island  &  Pacific  Railway  Co 6,000.000.00 

Chicago,  St.  Paul,  Minneapolis  &  Omaha  Railway  Co 850,000.00 

Cumberland   &   Pennsylvania   Railroad   Co 60,000.00 

Delaware,  Lackawanna  &  Western  Railroad  Co 2,000,000.00 

Ft.  Worth  &  Rio  Grande  Railway  Co 210,000.00 

Great  Northern  Railway  Co 6,000,000.00 

Gulf,   Colorado  &  Santa  Fe  Railway  Co 1,575,000.00 

Gulf,  Mobile  &  Northern  Railroad  Co 200,000.00 

Illinois   Central    Railroad    Co 2,376,000.00 

International  &  Great  Northern  Railway  Co 260,000.00 

Kansas  City,  Clinton  &  Springfield  Railway  Co 55,000.00 

Maine  Central  Railroad  Co 300.000.00 

New  York  Central  Railroad  Co 20.000.000.00 

Northern    Pacific   Railway  Co 7,000,000.00 

Oregon  Electric  Railway  Co 180,000.00 

Paris  &  Great  Northern  Railroad  Co 27,500.00 

Pacific   Coast   Railroad   Co 30,000.00 

Philadelphia  &  Reading  Railway  Co 2,000,000.00 

Quanah,  Acme  &  Pacific  Railway  Co 55,000.00 

Raritan    River   Railroad    Co 60,000.00 

Spokane,  Portland  &  Seattle  Railway  Co 250,000.00 

St.  Louis-San   Francisco  Railway   Co 800,000.00 

St.  Louis,  San  Francisco  &  Texas  Railway  Co 200.000.00 

Texas  &  Pacific  Railway 1,000.000.00 

Trans-Mississippi  Terminal  Railroad  Co 110,000.00 

Tennessee  Central  Railroad  Co 115,000.00 

Ulster  &  Delaware  Railroad  Co 219.800.00 


Total    $97,322,990.05 


SHIPPING    BOARD   TUGS    FOR   SALE 

The  Shipping  Board  has  offered  for  sale  three  tugs,  the 
Fire  Proofer,  Portsmouth  and  Piscataqua,  located  at  Hog  Island, 
Pa.  Bids  will  be  opened  April  26. 


Alinl   J.    Ill-' I 
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LOSS  AND  DAMAGE  CLAIMS 

(Si-\fiitli   of   n   series   of   urtlclos   written    for   The   Traffic   World    by 
C.  H.  Dietrich.) 

The  loss  and  damage  situation,  as  reflected  by  the  compila- 
tion of  claim  payments  set  up  by  the  Freight  Claim  Division. 
American  Railway  Association,  classified  by  principal  causes 
and  commodities  for  the  months  of  September,  October,  and 
November,  1920,  including  reports  rendered  by  165  rail  lines, 
indicates  that  if  this  quarterly  period  is  representative  of  the 
•r,  there  will  be  shown  a  substantial  reduction  in  the  claim 
payments  of  1920  as  compared  with  those  of  1919.  The  totals 
of  these  three  monthly  statements  show  claim  payments,  divided 
between  carload  and  less  carload  freight,  as  follows: 

Carload.  Less  carload. 

S.-|it,.iMli. T     *  :i.i;,t;,n;s  $  3.B13.7II!! 

October     3,759.054  3,666.854 

X.. vft.il.fr     3,897,643  3,662,02!) 


$10.813.165  110,741.698 

Tol.tl   I'm-  thiff   months,  carload  and  less  carload $21,555,757 

On  this  basis  the  total  for  the  year  would  approximate  $85,- 
000,000  for  the  165  lines  reporting,  as  against  $106,000,000  for 
all  lines  in  1919.  How  much  of  this  decrease  is  accounted  for 
by  the  general  slump  in  prices  is  hard  even  to  approximate, 
but  probably  it  is  not  as  much  as  one  would  imagine,  as  the 
claim  payments  for  this  period  largely  represent  loss  and  damage 
on  traffic  moving  prior  to  August  1,  before  prices  generally  had 
declined. 

One  interesting  side-light  on  these  figures  is  the  eveness 
with  which  payments  on  less  carload  shipments  compare  with 
those  on  carload  shipments. 

The  claim  prevention  organization  of  the  American  Rail- 
way Association  feels  satisfied  that  the  peak  of  the  loss  and 
damage  load  has  passed  and  that  these  monthly  statements 
will  continue  to  show  a  marked  decrease  on  account  of  the 
almost  universal  campaign  toward  better  handling  of  freight 
that  is  being  conducted  by  the  individual  lines,  not  to  mention 
the  support  and  co-operation  that  is  being  given  by  the  shippers, 
individually  and  collectively.  I  hope,  in  a  later  article,  to  de- 
scribe, for  the  benefit  of  readers,  especially  those  not  directly 
connected  with  railroads,  the  personnel  and  organization  of  the 
claim  prevention  machinery  now  in  action  under  the  jurisdic- 
tion of  the  American  Railway  Association  and  through  whose 
courtesy  these  figures,  from  time  to  time,  are  published. 

In  picking  out  some  of  the  commodities  representing  the 
largest  amounts  in  these  A.  R.  A.  statements,  it  is  observed  that 
for  the  three  months'  period,  indicated  above,  there  was  paid 
on  claims  for  grain  the  sum  of  $1,176,059,  which  is  about  $320,- 
000  more  than  was  paid  on  live  stock  claims  in  the  same  period 
and  indicates  a  total  payment  for  the  year  of  close  to  $5,000,000, 
or  nearly  six  per  cent  of  the  total  claim  payments.  These 
figures,  of  course,  include  all  claims  on  grain  of  every  descrip- 
tion and  represent  damage  on  account  of  grain  becoming  wet  in 
transit  due  to  defective  car  roof,  heating  in  transit  account  of 
delay,  loss  of  seed  grain  in  packages;  but  the  great  bulk  of 
this  amount  is  chargeable  to  loss  of  grain  in  transit  due  to 
leakage  through  car  floors,  grain  doors,  and  sides  of  cars. 

This  subject  of  claims  for  loss  of  bulk  grain  in  transit  is 
not  a  new  one  by  any  means  but  has  been  a  source  of  as  much 
controversy  and  discussion  in  the  last  ten  years  as  any  other 
single  proposition  connected  with  the  loss  and  damage  situa- 
tion. In  fact,  it  reached  such  a  troublesome  point  a  few  years 
ago  that  the  entire  subject  received  official  notice  by  the  Inter- 
state Commerce  Commission  under  Docket  No.  9009  and  exhaus- 
tive hearings  .were'  held  at  the  various  grain  exchange  centers 
in  1918  and  1919,  in  the  course  of  which  the  many  interests 
had  an  opportunity  to  testify.  A  decision  was  finally  handed 
down  by  the  Commission,  February  4,  1918,  and  a  supplementary 
report  was  published  under  date  of  January  13,  1920. 

In  this  latter  report  the  ideas  in  connection  with  claim 
settlements  on  bulk  grain,  as  suggested  by  the  shippers'  repre- 
sentatives and  the  carriers,  was  published  separately  on  account 
of  the  committees  appointed  by  these  two  being  unable  to  agree 
completely,  and  the  question,  so  far  as  it  involves  the  actual 
settlement  of  these  claims,  is  still  without  any  uniform  and 
definite  policy  agreeable  to  both  carrier  and  shipper.  The  Com- 
mission, however,  in  this  supplementary  report,  did  find,  "upon 
consideration  of  all  the  facts  and  with  due  regard  to  the  conten- 
tions of  the  respective  parties,"  that  there  was  substantial  har- 
mony with  respect  to  certain  specifications  regarding  the  load- 
ing and  unloading,  weighing,  cooperage,  and  cleaning  of  the 
cars  used  in  this  traffic,  and  these  are  found  definitely  set  forth 
in  the  printed  report  under  this  docket  number;  and  it  is  in 
connection  with  these  recommended  practices  or  rules  that  all 
concerned  with  the  conservation  of  this  commodity  and  the 
prevention  of  this  tremendous  amount  of  claims  for  loss  are 
interested. 

From  the  nature  of  this  commodity,  which  is  different  from 
almost  any  other  handled  in  bulk,  the  requirements,  so  far  as 
equipment  necessary  to  transport  it  without  loss  is  concerned, 
are  most  exacting,  as  an  aperture  the  size  of  a  thimble,  in  the 
case  of  small  grain,  is  sufficient  to  permit  the  leakage  of  no  in- 


amount  on  a  long  haul,  and  the  safr  traimportaiion 
of  this  traffic  without  undue  IOM  calls  for  equipment  that  I* 
practically  one  hundred  per  cent  perfect,  both  with  respect  to 
Its  ability  to  withstand  the  pressure  of  the  load  without  leak- 
age, as  well  as  a  roof  and  sides  that  will  not  permit  any  mois- 
ture to  enter;  and,  inasmuch  as  there  is  relatively  a  small  per- 
centage of  the  box  car  equipment  In  use  today  that  will  measure 
up  to  the  one  hundred  per  cent  mark.  It  follows  that  the  cars 
that  are  reasonably  well  qualified  to  serve  in  the  grain  carry- 
ing trade  must  receive  special  consideration,  both  by  the  carrier 
through  the  car  department,  and  the  shipper  In  his  preparation 
of  the  car  for  its  loading. 

It  has  been  thoroughly  well  demonstrated,  I  believe,  that 
the  lines  extensively  engaged  In  originating  grain  traffic  have, 
through  their  respective  car  departments,  organized  for  rigid 
inspection  of  their  equipment  assigned  to  grain  loading.  This 
inspection  is  arranged  in  such  a  way  that  the  cars  are  carefully 
looked  over  just  before  the  loading  season  and  any  repairs  neces- 
sary to  insure  their  being  grain-tight  are  made  at  division 
terminals  where  repair  crews  are  located,  and  particular  atten- 
tion is  given  to  the  floors,  door  posts,  the  sheeting  and  lining  of 
the  cars.  In  addition  to  this  inspection,  traveling  crews  of  car 
men  are  sent  out  to  points  where  grain  cars  are  stored  await- 
ing call,  and  if  any  such  are  found  unfit  and  repairs  cannot  be 
made  satisfactorily  by  this  traveling  crew,  these  cars  are  marked 
as  unfit  for  grain  traffic. 

The  next  step  is  to  provide  a  sufficient  supply  of  grain  doors 
and  grain  door  material  (boards)  at  the  loading  stations,  which 
is  turned  over  to  the  elevators  as  their  demands  require.  The 
quality  of  this  material  for  protecting  the  doorways  of  the  car 
is  an  important  factor,  as  the  side  door  openings  on  the  ordinary 
box  car  are  at  least  six  feet  wide,  and  in  some  cases  nearly 
seven  feet,  and  where  a  car  of  grain  is  loaded  to  its  full  capacity 
the  pressure  of  the  load  against  these  grain  boards  at  the  door- 
way is  considerable;  unless  the  lumber  used  is  of  good  quality, 
there  is  considerable  opportunity  for  a  leak  to  start  on  account 
of  the  boards  springing  in  transit. 

After  the  car  is  set  at  the  elevator  for  loading  the  prepara- 
tion of  the  shipper  Is  started,  and  this  preparation  is  incidentally 
a  matter  on  which  depends  very  largely  whether  the  load  will 
reach  its  destination  intact  or  meet  with  leakage  more  or  less 
enroute. 

There  are  a  number  of  schemes  in  use  for  preventing  leak- 
age in  transit,  but  the  ordinary  preventative  measures  consist 
in  going  over  the  inside  of  the  car  very  carefully  and  batten- 
ing any  points,  where  appearances  indicate  a  leak' might  result, 
with  burlap,  heavy  paper,  or  cheese  cloth.  The  grain  boards  are 
then  applied  to  the  opposite  side  of  the  car  from  which  it  is  to 
be  loaded,  the  doors  being  securely  fastened  by  nailing  to  door 
posts;  the  side  from  which  the  grain  is  to  be  loaded  is  then 
boarded  up  as  high  as  practicable  and  the  car  is  loaded,  the 
balance  of  the  grain  boards  on  that  side  being  nailed  on  after 
the  load  is  complete  and  the  car  is  then  ready  for  its  transit  to 
terminal  market. 

After  everyone  does  his  part  in  the  selection  of  the  car,  its 
repairs  by  car  men,  its  preparation  by  the  shipper,  and  its  careful 
handling  to  destination,  there  should  be  little  loss  in  transit, 
but  from  the  number  of  claims  adjusted  and  the  amount  of  con- 
troversy in  connection  with  those'  that  are  not  adjusted  it  is 
evident  that  some  of  us  fail  to  function  and  the  question  of 
claim  adjustment  on  this  class  of  claims  is  one  that  is  of  much 
interest  to  the  grain  fraternity  and  the  carriers  alike. 

Claims  arise  on  shipments  of  grain  where  the  outturn 
weights  at  destination  are  less  than  the  weight  recorded  loaded 
at  the  shipping  elevator.  Broadly  speaking,  there  are  two 
classes;  first,  claims  on  cars  that  travel  through  from  point  of 
origin  to  destination  without  any  affirmative  record  of  loss  in 
transit  (leakage)  and  under  perfect  seal  security,  which  are 
classified  generally  as  "clear  record  cars":  and,  second,  cars  that 
reach  destination  showing  leakage  condition  or  are  noted  as 
having  leaked  in  transit,  or  with  seals  protecting  car  broken, 
these  are  known  as  "bad  order  cars." 

There  is  a  further  distinction  between  shipments  that  are 
loaded  at  country  elevators  moving  to  terminal  markets,  where 
official  or  authorized  weights  are  obtained,  and  cars  moving 
between  two  terminal  markets,  with  official  or  authorized  weights 
at  either  end. 

From  the  carrier's  point  of  view  it  is  felt  that,  where  a 
car  of  grain  is  accepted  in  good  order  and  is  handled  through 
to  destination  in  like  good  order,  with  seals  intact  and  no 
evidence  whatever  of  any  loss  in  transit,  on  such  a  car  a  claim 
for  loss  should  not  be  entertained;  against  this  position  the 
shipper  of  grain  contends  that,  when  a  known  weight  loaded  at 
point  of  origin  and  determined  by  reliable  scaling,  where  the 
outturn  weights  at  destination,  which  are  admittedly  reliable,  are 
taken  by  authorized  board  of  trade  or  chamber  of  commerce 
weighers,  shows  a  difference,  the  presumption  is  that  there  has 
been  a  leakage  en  route  and  thpt  his  claim  is,  accordingly,  a 
valid  one.  It  is  between  these  two  opinions  that  there  has 
been  so  much  argument  and  controversy  in  connection  with  this 
class  of  claims. 

The  correctness  of  the  country  elevator  scale  weights  has 
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also  been  a  factor  that  has  entered  into  this  proposition  to  a 
considerable  extent,  and  from  the  investigations  that  have  been 
made  at  a  great  number  of  these  elevators  there  seems  to  be 
some  ground  for  feeling  that  these  country  elevator  weights 
should  not.  in  all  cases,  be  considered  infallible.  The  large 
majority  of  small  elevator  scales  used  for  weighing  grain  into 
cars  are  hopper  scales,  either  automatic  dump  or  otherwise,  and 
on  account  of  their  size  require  a  large  number  of  hoppers 
to  the  carload;  and  where  the  scales  are  off  even  a  trifling 
amount  per  hopper  there  can  easily  be  a  considerable  variation 
in  weighing  out  a  car  of  from  thirty  to  forty  tons. 

It  is  readily  understood,  where  there  are  so  many  different 
possibilities  for  error  entering  into  this  subject,  as  well  as  so 
many  possibilities  for  loss  through  the  various  handlings  of  the 
cars  in  transit,  that  there  is  a  corresponding  number  of  argu- 
ments raised  when  these  claims  come  up  for  adjustment,  and  it 
has  been  my  experience  that  it  reauires  a  spirit  of  fairness  on 
the  part  of  both  sides  in  order  to  keep  the  adjustment  of  these 
claims  in  a  satisfactory  condition. 

In  looking  at  the  subject  purely  from  the  viewpoint  of  a 
freifht  claim  officer,  I  have  always  believed  that  in  making 
adjustment  of  this  class  of  claims  it  is  unfair  to  single  out  any 
one  or  more  cars  showing  an  apparent  loss  in  transit  and  attempt 
to  settle  for  this  loss  on  the  basis  of  the  investigation  of  the 
movement  of  these  particular  cars  from  point  of  origin  to  des- 
tination; and  this  is  true,  in  my  judgment,  whether  the  cars 
show  evidence  of  leakage  in  transit  or  not,  for  it  has  been 
clearly  demonstrated  that  it  is  almost  an  impossibility  to  arrive 
at  any  conclusion  as  to  whether  a  loss  has  been  extensive  or 
slight  from  the  evidence  of  leakage  in  transit  alone.  A  car  may 
leak  freely  on  arrival  at  its  destination  elevator,  but  the  leak 
may  have  started  a  short  time  previous,  and  the  loss  be  of  no 
consequence.  On  the  other  hand,  a  leakage  that  is  scarcely 
noticeable  may  have  been  running  for  a  week  or  ten  days  and 
the  loss  prove  really  extensive.  It  has,  accordingly,  seemed  to 
me  that  the  only  fair  plan  of  adjusting  this  class  of  claims  i 
for  the  shipper  and  carriers'  representatives  to  meet  at  the  ship- 
per's elevator  and  check  up  the  business  moved  in  the  preceding 
season  ov  for  anv  certain  period  of  time  that  may  be  agreeable, 
and  by  this  method  ascertain  how  all  of  the  cars  shipped  have 
turned  out  at  destination  as  compared  to  the  record  of  loading 
w«=iphts  at  point  of  origin.  For  example,  a  small  elevator  has 
shipped  twenty  cars  in  the  season,  ten  of  which  show  a  loss,  the 
other  ten  show  an  overrun,  and  the  net  difference  between  the 
loss  and  the  overrun  amounts  to  little,  if  anything.  It  would 
seem  to  me  to  he  a  fair  proposition  that  in  a  case  of  this  kind 
there  is  substantial  evidence  that  the  loading  weights  are  not 
reliable  and  where  this  is  demonstrated  to  the  shipper's  satis- 
faction from  his  own  records  there  should  be  no  hesitation  on 
his  part  to  conclude  that  his  apparent  losses  did  not  in  reality 
occur.  If,  however,  a  conference  of  this  nature  conclusively 
indicates  that  the  large  majority  of  the  cars  shipped  turn  out  at 
destination  approximately  in  accordance  with  the  record  of  load- 
ing weights,  it  should  be  accepted  as  indicating  that  the  scaling 
at  that  elevator  was  dependable,  and  where,  out  of  a  consider- 
able number  of  cars  shipped,  a  comparatively  few  outturn  short 
at  destination,  and  especially  where  there  is  evidence  of  leakage, 
the  actual  loss  is,  it  would  appear,  quite  well  substantiated. 
The  principal  objection  tor  this  plan,  of  course,  lies  in  the  fact 
that  it  necessitates  withholding  settlement  on  such  claims  until 
the  season's  business  is  finished  and  the  records  are  in  shape  to 
make  a  check  of  this  kind,  but  the  benefits  derived  from  the 
plan  seem  to  be  sufficient  to  overcome  any  possible  objection. 

There  is  an  entirely  different  phase  of  this  matter  to  be 
considered  on  cars  that  are  not  weighed  at  all  at  point  of  origin, 
but  instead  are  measured — that  is  the  dimensions  of  the  car 
are  known  or  can  be  had  from  the  Official  Equipment  Guide,  and 
the  depth  of  the  grain  loaded  is  measured  with  a  measuring 
stick  and  from  these  dimensions  the  cubical  content  is  found, 
and  to  this  is  applied  the  test  weight  of  the  grain,  and  the 
approximate  load  is  calculated  on  this  basis. 

There  is  much  to  be  said  about  weights  arrived  at  in  this 
manner  from  both  points  of  view,  but.  naturally,  the  scheme  does 
not  appeal  strongly  to  th*  claim  adiuster  from  the  fact  that  th»re 
are  such  wide  possibilities  of  error  in  trying  to  arrive  at  the 
weight  of  a  car  of  grain  in  this  manner;  nevertheless  we  have 
these  claims  to  contend  with  and  they  are  one  of  the  several 
stumbling1  blocks  that  cause  dissension  and  complaint,  and  I 
presume  they  always  will. 

While  I  have  measured  a  considerable  number  of  cars  in 
this  manner  and  immediately  passed  them  over  accurate  track 
scales  and  in  this  way  proved  or  disproved  my  measurements 
and  have  found  that  it  is  possible  to  arrive  very  close  to  the 
actual  weight  found  by  scaling  the  car,  it  requires  almost  ideal 
conditions  and  the  closest  attention  in  order  to  reach  these  actual 
results;  a  difference  of  even  one  or  two  inches  in  the  depth  of 
the  load  will  throw  the  calculation  considerably  out  of  line,  and 
it  is  not  the  easiest  matter  in  the  world  to  level  off  a  car  of  grain 
and  obtain  the  actual  average  depth  of  it,  particularly  when  the 
load  is  within  a  foot  or  two  of  the  car  roof. 

The  important  thing,  as  I  see  it,  in  connection  with  grain 
claims  is  to  look  to  our  equipment,  spend  the  time  in  putting 


the  cars  in  good  condition,  and  having  them  well  coppered  and 
boarded  and  thereby  get  the  shipments  to  market  without  loss, 
and  it  will  not  be  necessary  to  spend  so  much  time  arguing 
and  disputing  over  the  claim. 


ACCIDENT  CASE  DECISION 

The  Traffic  World  Washington  Bureau 

A  decision  of  the  Supreme  Court  of  New  York  reversing 
lower  court  decisions  and  dismissing  the  complaint  was  affirmed 
by  the  United  States  Supreme  Court,  March  28,  in  No.  290,  Anna 
Lang,  as  administratrix  of  the  estate  of  Oscar  G.  Lang,  deceased, 
vs.  New  York  Central  Railroad  Company.  A  trial  jury  gave 
Mrs.  Lang  judgment  for  $18,000.  Lang,  a  brakeman  employed 
by  the  New  York  Central,  lost  his  life  while  engaged  in  switch- 
ing cars.  This  judgment  was  reversed  by  the  higher  courts. 
The  effect  of  the  U.  S.  Supreme  Court's  decision  was  that  the 
plaintiff  could  not  recover  under  the  federal  safety  appliance 
acts.  The  defense  of  the  company  was  that  Lang  had  assumed 
risk  of  injury. 

In  a  dissenting  opinion,  concurred  in  by  Associate  Justice 
Day,  Associate  Justice  Clarke  said  that  Lang  lost  his  life  be- 
cause a  freight  car  into  which  a  cut  of  cars  bumped  was  not 
equipped  with  an  automatic  coupler  as  provided  by  law.  Lang 
was  a  member  of  a  local  freight  train  crew  running  from  Erie 
to  Buffalo  and  the  accident  occurred  when  a  stop  was  made  at 
an  intermediate  point  to  pick  up  a  car.  • 

"Here  Lang  was  injured,"  said  Justice  Clarke,  "when  in  the 
discharge  of  his  duty,  because  a  defective  car  had  been  placed 
upon  a  much  used  track  in  a  busy  yard  in  such  a  position  that 
it  was  impossible  for  him,  in  the  exercise  of  due  care,  to  pre- 
vent the  cars  he  was  seeking  to  control  from  coming  in  contact 
with  it.  It  would  be  difficult  to  conceive  of  a  case  in  which  the 
negligence  of  the  master  could  be  a  more  immediate  and  proxi- 
mate cause  of  injury  to  a  servant  than  it  was  in  this  case." 


RELIEF  FOR  SOME  COMPANIES 

The  Traffic  World  Washington  Bitn-iin 

The  Commission  has  relieved  union  station,  terminal,  and 
joint  facility  companies  of  some  of  the  detail  required  by  it 
from  other  companies  that  accepted  the  benefits  of  section  209 
of  the  transportation  act.  The  reasons  for  such  relief  are  set 
forth  in  a  memorandum  on  the  subject  given  out  by  the  Com- 
mission March  28,  as  follows: 

"A  number  of  letters  have  been  received  from  union  sta- 
tion, terminal  and  joint  facility  companies  which  filed  state- 
ments prior  to  March  15,  1920,  that  they  accepted  the  provisions 
of  section  209  of  the  transportation  act,  1920,  inquiring  as  to 
their  status  under  said  section,  and  requesting  that  they  be  re- 
lieved of  filing  returns  to  our  order  of  October  18,  1920,  as 
supplemented  by  order  of  January  5,  1921,  in  the  detail  required, 
for  the  reason  that  their  operating  expenses  and  revenues  are 
cleared  through  the  accounts  of  the  tenant  companies. 

Paragraph  (2)  of  the  Commission's  order  of  October  18, 
1920,  reads  as  follows: 

It  is  ordered  that  each  carrier  or  its  successor  which  on  or  before 
March  15,  1920,  filed  with  the  Commission  a  written  statement  that  it 
accepted  all  the  provisions  of  said  Section  209  be.  and  it  is  hereby. 
required  on  or  before  January  1,  1921,  to  file  with  this  Commission 
true  and  correct  returns  to  the  questionnaire  or  form  of  statement 
which  accompanies  this  order  and  is  made  a  part  hereof. 

"Each  of  said  companies  should,  therefore,  file  a  return  to 
the  order  of  October  18,  1920,  by  answering  the  interrogatories 
on  page  2  and  3  of  statement  accompanying  said  order,  in  so  far 
as  such  interrogatories  are  applicable,  and  in  addition  file  a 
statement  setting  forth  all  other  facts  that  may  be  pertinent  as 
to  the  handling  of  the  operating  expenses  and  revenues  of  said 
companies,  explaining  fully  the  absence  of  a  showing  of  rail- 
way operating  income  or  deficit. 

"An  original  and  six  copies  of  such  information  should  be 
filed  with  the  Commission,  verified  in  the  form  and  manner  re- 
quired in  our  order  of  October  18,  1920,  aforesaid." 


RICHMOND  TERMINAL   NOTES 

The  Richmond  Terminal  Railway  Company  has  been  author- 
ized by  the  Commission  to  issue,  under  date  of  January  1,  1921, 
two  6  per  cent  promissory  notes  of  $12,500  each,  payable  to  the 
Richmond,  Frederickshurg  &  Potomac  Railroad  Company  and 
the  Atlantic  Coast  Line  Railroad  Company,  respectively,  on  or 
before  January  1,  1924.  The  proceeds  from  the  notes  will  be 
used  to  pay  in  cash  $19,140  to  the  Richmond,  Fredericksburg  & 
Potomac  in  connection  with  an  exchange  of  real  estate  involved 
in  the  development  of  the  terminal  company's  passenger  ter- 
minal in  Richmond,  Va.,  and  to  pay  $5,860  on  account  of  indebt- 
edness to  the  Railroad  Administration  for  additions  and  better- 
ments made  during  federal  control. 


LOAN  TO  FT.  DODGE,  DES  MOINES  &  SOUTHERN 

The  Commission  has  approved  a  loan  of  $200,000  to  the  Fort 
Dodge,  Des  Moines  &  Southern  to  aid  the  carrier  in  providing 
itself  with  additions  and  betterments  to  equipment. 
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Personal  Notes 


R.  D.  Pinneo,  general  traffic  manager,  Port  of  Astoria,  Astoria, 
i  in-.,  began  his  career  as  a  telegraph  operator  in  1888  on  the  Chi- 
cago, Milwaukee  &  St.  Paul 
Railway  in  Illinois.  He 
later  went  to  the  head  of 
the  lakes  and  was  con- 
nected with  the  Northern 
Pacific,  and  later  had  di- 
rect charge  at  dock.  West 
Superior,  for  the  Hill  line 
of  steamships.  He  left 
there  in  1898  and  went  to 
Seattle,  where  he  was  em- 
ployed  by  the  Pacific 
Coast  Steamship  Company 
as  cashier  on  the  dock. 
Then  he  was  appointed  in 
the  traffic  department  of 
the  White  Pass  &  Yukon 
Railroad  and  went  to 
Alaska,  returning  in  the 
spring  of  1906  as  general 
freight  and  passenger 
agent  at  Vancouver,  B.  C. 
In  May,  1906,  he  accepted 
service  as  assistant  gen- 
eral freight  agent  with  the 
Pacific  Coast  Steamship 
Company,  at  Seattle,  final- 
ly being  appointed  freight 
traffic  manager  for  the  Pacific  Coast  Steamship  Company  in  1920. 
He  has  traveled  extensively  in  the  Far  East  in  connection  with 
the  organization  of  the  Admiral  Line  foreign  department.  On 
invitation  of  the  Port  of  Astoria  Commission  he  went  there  for 
the  purpose  of  launching  a  campaign  to  develop  a  share  of  the 
world's  shipping  through  that  port. 


H.  D.  Bussing  has  been  appointed  Philadelphia  agent  for  the 
New  York  Despatch  Refrigerator  Line  and  the  National  Despatch 
Refrigerator  Line. 

J.  D.  Collier,  former  traffic  manager  for  Montgomery  Ward 
&  Co.  and  prior  to  that  with  the  Pennsylvania  Lines  for  fifteen 
years,  has  become  associated  with  W.  M.  Hopkins  for  the  prac- 
tice of  law  in  Chicago. 

V.  C.  Baughn  has  been  appointed  commercial  agent  for  the 
Detroit,  Toledo  &  Iron  ton  Railroad  at  Detroit,  vice  Will  G.  How- 
ard, transferred  to  Pittsburgh.  Mr.  Baughn  will  be  succeeded 
at  Ironton,  O.,  by  L.  H.  Welch  as  traffic  representative.  W.  C. 
Jacobs  has  been  appointed  traveling  freight  agent  for  the  same 
line  at  Cincinnati. 

Henry  J.  St.  Aubin  has  been  appointed  traveling  freight 
agent  for  the  Carolina,  Clinchfield  &  Ohio  Railway  at  Detroit, 
vice  E.  H.  Smith,  promoted. 

The  New  York  Central  has  announced  the  appointment  of 
F.  L.  Talcott  as  general  agent  at  Erie,  Pa.  Division  freight 
agencies  at  Erie,  Pa.,  and  Hillsdale,  Mich.,  have  been  discon- 
tinued. The  Erie  territory  has  been  placed  under  the  jurisdic- 
tion of  Cleveland  and  the  Hillsdale  under  Toledo. 

W.  H.  Andrews  has  been  appointed  general  agent  of  the 
freight  department  for  the  Toledo,  St.  Louis  &  Western  Rail- 
road at  Los  Angeles.  J.  R.  Holcomb  has  been  appointed  to  a 
similar  position  at  San  Francisco. 

C.  P.  Wilcox  has  been  appointed  traveling  passenger  agent 
for  the  Wabash  Railway  at  Chicago,  vice  H.  E.  Dixon,  who  has 
been  promoted. 

Frank  H.  Baer,  traffic  commissioner  for  the  Cleveland  Cham- 
ber of  Commerce,  has  returned  to  his  office  after  an  absence 
of  four  months,  due  to  illness. 

The  Canadian  Pacific  Railway  has  announced  the  following 
changes  and  appointments:  C.  S.  Morse,  district  freight  agent, 
transferred  from  London,  Ont.,  to  Toronto,  vice  W.  B.  Bamford, 
transferred  to  Nelson,  B.  C.  Mr.  Morse  is  succeeded  at  London 
by  H.  G.  Buchanan.  John  Halstead  replaces  A.  T.  McKean  as 
district  freight  agent  at  Winnepeg,  and  Mr.  McKean  has  been 
transferred  to  Calgary,  the  post  formerly  held  by  Mr.  Halstead. 
J.  H.  Fox  has  been  appointed  district  freight  agent  at  Edmonton. 
J.  H.  Carey  has  been  appointed  district  freight  agent  at  Mem- 
phis and  C.  P.  McGhee  has  been  appointed  to  a  similar  position 
at  Los  Angeles. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  Traffic  Club  of  Fort  Worth  adopted  a  constitution  and 
by-laws  at  a  meeting  March  25.  Regular  meetings  will  be  held 
bi-monthly.  The  following  officers  were  elected:  President,  I.  S. 
McConnell,  traffic  manager,  Armour  ft  Co.;  vice-presidents,  H.  J. 
Fitzgerald,  district  freight  agent,  Southern  Pacific  Lines;  H.  W. 


Landman,  district  freight  agent,  M.  K.  ft  T.  Lines;  and  A  I 
Scrlvner,  traffic  manager,  Waples  Platter  Grocery  Co.;  secretary. 
E.  E.  Wyatt,  traffic  manager,  The  Fort  Worth  Elevators  Co.; 
treasurer,  A.  B.  Waldron,  district  freight  agent,  I.  ft  G.  N. 
Railway. 

At  the  meeting  of  the  Traffic  Council  of  the  Rochester 
Chamber  of  Commerce,  March  23,  an  address  on  "Electric  Rail- 
way Freight  Haulage"  was  delivered  by  T.  H.  Stoffel  of  the  rail- 
way department  of  the  Westlnghouse  Klectrlc  ft  Manufacturing 
Co.  Other  speakers  were,  H.  C.  Stanton,  general  freight  and 
passenger  agent  of  the  Rochester  ft  Syracuse  Railroad,  and  T.  1 1 
Sperry,  assistant  general  freight  and  passenger  agent  of  the 
New  York  State  Railways. 


At  the  monthly  meeting  of  the  Traffic  Club  of  Denver,  March 
26,  1.  I.  Boak,  president  of  the  Denver  Civic  Association,  spoke 
on  the  value  of  organization.  Transportation  conditions  in  the 
Philippines,  Japan  and  China  were  described  by  George  Vallery, 
and  R.  F.  Ray,  assistant  general  manager  of  the  Denver  ft  Rio 
Grande  Railroad,  spoke  on  the  national  agreements  between  the 
railroads  and  their  employes. 


The  March  meeting  of  the  Traffic  Club  of  New  York  was 
held  at  the  Waldorf-Astoria,  March  29.  H.  V.  Kaltenborn,  as- 
sistant managing  editor  of  the  Brooklyn  Eagle,  spoke  on  "Amer- 
ica as  a  World  Power  Today  and  Tomorrow." 


The  annual  election  of  the  Traffic  Club  of  Chicago,  March 
29,  resulted  in  the  election  of  the  nominees  whose  names  have 
already  been  printed  in  this  column.  They  were  installed  at 
the  annual  business  meeting  in  the  evening.  There  was  a  din- 
ner and  a  vaudeville  entertainment. 

The  newly  elected  officers  of  the  Transportation  Club  of 
Detroit  are:  President,  W.  J.  Dibble,  traffic  manager  for  the  Hud- 
son Motor  Car  Company;  secretary,  T.  R.  Cochrane,  district 
freight  agent  for  the  Wabash  at  Detroit. 


CO-OPERATION    OF   YARDMASTERS   WITH    SHIPPERS 

Closer  co-operation  between  yard  masters  and  industrial 
traffic  men  was  recommended  by  William  Corl,  traffic  manager 
for  the  Elliot-Fisher  Company,  in  a  speech  before  a  conference 
of  representatives  of  the  American  Railways  Association  of 
Yardmasters  and  members  of  the  office  committee  of  the  Har- 
risburg,  Pennsylvania,  Chamber  of  Commerce,  March  25. 

"Let  me  assure  you,  gentlemen,"  said  Mr.  Corl,  "that  no 
concern  has  traffic  men  traveling  about  unnecessarily,  trying  to 
hasten  delivery,  unless  the  commodity  is  most  urgently  needed. 
The  length  of  time  consumed  in  the  transportation  of  material 
is  often  taken  into  consideration  when  placing  a  contract.  My 
contention  is  that  each  yardmaster  should  know  the  nature  of 
the  business  of  each  patron  in  his  territory  and  keep  himself 
in  a  position  to  meet  the  required  needs  of  these  industries. 

"The  traffic  manager  is  the  agency  through  which  your 
freight  solicitors  work  in  order  to  procure  business  for  your  com- 
pany. The  same  traffic  manager  appears  before  you  yardmasters 
from  time  to  time  enlisting  your  services  for  the  expeditious 
handling  of  certain  consignments.  The  shirking  of  a  duty  or 
any  indifference  shown  on  the  part  of  a  yardmaster  in  assisting 
a  patron  in  hastening  a  shipment  through,  after  its  urgent  need 
has  been  made  known,  may  work  out  to  the  detriment  of  the 
participating  carrier  in  the  soliciting  of  future  business.  The 
duty  of  each  and  every  railroad  employe,  whether  he  be  presi- 
dent or  trackman,  is  to  render  service  and  keep  shippers  and  re- 
ceivers of  freight  satisfied  with  methods  and  routes  of  trans- 
portation." 


A.    R.    A.    COMMITTEE    APPOINTED 

At  a  meeting  of  the  American  Railway  Association  in  Chicago 
last  November,  the  president  was  directed  to  appoint  a  committee 
on  relations  of  railway  operation  to  legislation  and  that  the  com- 
mittee be  directed  to  work  in  close  accord  with  A.  P.  Thorn  and 
the  legal  committee  of  the  Association  of  Railway  Executives  in 
charge  of  legislation  at  Washington,  both  federal  and  state,  and 
that  the  work  of  the  committee  be  generally  along  the  lines 
adopted  by  the  constituent  railroads  in  May,  1910.  In  accordance 
with  that  action,  the  following  committee  has  been  appointed: 
W.  J.  Jackson  (chairman),  receiver,  Chicago  &  Eastern  Illinois 
R.  R.;  L.  W.  Baldwin,  vice-president,  Illinois  Central  R.  R.;  E.  P. 
Bracken,  vice-president,  Chicago,  Burlington  &  Quincy  R.  R.  It 
is  expected  that  the  committee  will  function  along  somewhat  the 
same  lines  as  the  former  special  committee  on  relations  of  rail- 
way operation  to  legislation. 

AISHTON   FOR   POSTOFFFICE  JOB 

Will  H.  Hays,  Postmaster-General,  is  making  an  effort  to  get 
R.  H.  Aishton,  president  of  the  American  Railway  Association, 
to  take  an  appointment  as  second  assistant  postmaster-general. 
Mr.  Hays  desires  to  get  a  man  of  Mr.  Aishton's  qualifications  to 
assist  in  building  up  the  postal  service. 
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DAVIS  SUCCEEDS  PAYNE 

The  Traffic  World  Washington  Bureau 

Appointment  by  President  Harding  of  James  C.  Davis,  gen- 
eral counsel  of  the  Railroad  Administration,  as.  successor  to 
John  Barton  Payne,  Director  General  of  Railroads  and  as  agent 
of  the  President,  under  Section  206  of  the  transportation  act, 
was  announced  at  the  White  House  late  March  26.  The  appoint- 
ment became  effective  at  noon  March  28  under  the  proclamations 
designating  Mr.  Davis  as  Director-General  and  as  agent  under 
the  terms  of  the  transportation  act. 

The  following  letter  from  the  President  to  Mr.  Payne  was 
given  out  when  the  announcement  of  the  appointment  was  made: 

I  have  inquired  for  you  several  times  this  week  because  I  wished 
to  have  a  conference  with  you  respecting  the  appointment  of  your 
successor.  I  came  to  the  conclusion  today  that  the  matter  ought  not 
to  remain  open  longer  and  I  have  this  day  issued  a  proclamation 
naming  Mr.  Davis  for  your  successor  as  Director  of  Railroads.  I  can- 
not allow  this  action  to  pass  without  conveying  to  you  my  gratitude 
for  the  signal  service  you  have  rendered  the  country,  not  only  in  the 
important  work  you  have  done  in  connection  with  the  administration 
of  the  railways,  but  also  your  notable  contributions  to  the  govern- 
ment service  in  one  of  the  most  difficult  periods  of  all  our  history. 
I  am  quite  sure  the  country  shares  the  gratitude  which  I  so  willingly 
express. 

I  trust  your  retirement  from  direct  responsibility  will  not  make  it 
impossible  for  your  successor  and  the  Executive  to  avail  themselves 
of  your  vast  knowledge  and  helpful  experience. 

Mr.  Davis  became  general  counsel  of  the  Railroad  Adminis- 
tration in  July,  1920.  He  was  born  in  Keokuk,  la.,  September 
2,  1857.  He  was  admitted  to  the  bar  in  1877  and  practiced  law 
at  Keokuk  until  1903.  In  the  period  from  1881-83,  he  was  city 
solicitor  in  Keokuk.  January  3,  1903,  he  was  appointed  general 
attorney  for  the  Chicago  &  North  Western  for  the  state  of  Iowa, 
with  headquarters  at  Des  Moines.  He  served  in  that  capacity 
until  May,  1918,  when  he  was  appointed  general  solicitor  of  the 
North  Western  at  Chicago. 

Mr.  Davis  has  been  in  close  touch  with  the  affairs  of  the 
Railroad  Administration  and  has,  in  fact,  done  the  actual  work 
of  supervising  the  matters  being  handled  by  the  Railroad  Ad- 
ministration in  liquidating  the  affairs  of  federal  control.  He 
had  been  mentioned  as  a  successor  to  Mr.  Payne.  White  House 
officials  said  there  was  no  foundation  for  the  reports  to  the 
effect  that  the  President  had  considered  appointing  Herbert 
Hoover,  secretary  of  commerce,  as  director-general. 


TRANSPORTATION  OF  COAL 

The  Traffic  World  Washington  Bureau 

In  the  view  of  Dr.  George  Otis  Smith,  director  of  the  United 
States  Geological  Survey,  and  F.  G.  Tyron,  coal  statistician  of 
the  Survey,  who  have  made  an  analysis  of  the  obvious  facts  in 
the  present  coal  depression,  the  railroads  are  able  to  furnish 
transportation  for  an  output  of  coal  greatly  in  excess  of  the 
present  output  and  the  controlling  factor  of  present  low  produc- 
tion is  the  consumer. 

"It  may  be  charged  that  even  in  times  of  active  demand  the 
railroads  can  not  provide  cars  to  keep  the  mines  busy  con- 
tinuously," Dr.  Smith  and  Mr.  Tyron  say  in  their  analysis. 
"Very  well,  then,  measure  the  present  depression  against  what 
we  know  the  railroads  can  do.  In  the  first  week  of  March  the 
output  was  7,263,000  tons.  The  next  week  it  dropped  to  6,891,- 
000.  The  preliminary  figure  for  the  third  week  of  March  (14-19) 
is  6,525,000.  Now,  four  months  ago,  before  the  market  broke, 
the  railroads  were  furnishing  cars  enough  for  an  output  of  over 
12,800,000  tons  a  week.  Indeed,  on  two  occasions  in  the  past, 
when  extraordinary  measures  were  invoked  to  stimulate  car 
supply  at  the  mines,  the  railroads  provided  transportation  suffi- 
cient to  get  out  a  total  of  13,100,000  tons.  Thus,  the  present 
rate  of  output  is  less  than  half  what  the  carriers  can  handle 
under  pressure,  and  a  good  6,000,000  tons  short  of  what  they  were 
doing  only  last  December.  The  best  demonstration  that  the  roads 
stand  ready  to  handle  more  coal  is  that  they  have  some  204,000 
open  cars  lying  around  idle  on  sidings,  according  to  the  Amer- 
ican Railway  Association.  Because  these  cars  are  idle  the  roads 
are  discharging  men  by  the  thousands.  And,  as  in  the  case  of 
the  idle  mines  and  machinery,  so  with  the  idle  cars;  not  only 
are  they  bringing  the  roads  no  revenue,  when  revenue  is  badly 
needed,  but  they  are  steadily  eating  up  other  earnings  with 
capital  and  maintenance  charges. 

"All  signs,  then,  point  to  the  consumer  as  the  controlling 
factor  in  the  present  situation.  Of  course,  the  coal  man  has 
come  to  expect  a  period  of  dullness  in  early  spring  as  one  of  the 
drawbacks  of  his  seasonal  business.  But  this  year  the  slump  is 
far  worse  than  the  normal,  even  considering  the  mild  winter. 
For  the  consumer  is  having  troubles  of  his  own;  the  business 
depression  has  reduced  his  requirements.  In  December  last,  the 
beehive  coke  ovens,  for  example,  were  taking  600,000  tons  of 
coal  a  week.  Today  they  are  using  only  270,000  tons.  Some- 
what the  same  reduction  has  been  going  on  in  other  domestic 
industries  and  at  the  same  time  exports  have  also  fallen  sharply. 
With  current  consumption  curtailed  in  this  manner  it  is  clear 
that  the  mere  fact  that  production  is  down  to  six  and  a  half 
million  tons  a  week  does  not  of  itself  prove  that  consumers  are 
purchasing  less  than  their  requirements.  Indeed,  the  rate  of 


output  has  not  yet  touched  the  low  point  reached  during  our 
latest  real  business  depression  in  1914.  That,  however,  was  seven 
years  ago,  and  our  normal  rate  of  growth  has  been  such  that 
7,000,000  tons  in  1921  would  be  as  low  as  6,000,000  was  In  1914. 
If  the  business  depression  proves  to  be  long-sustained,  then  the 
present  low  rate  of  production  carries  no  threat  of  an  approach- 
ing shortage  of  coal.  If,  on  the  other  hand,  business  should 
suddenly  resume  at  full  blast  we  know  that  the  railroads  will 
hardly  be  in  a  position  to  haul  coal  enough  to  rebuild  stocks, 
meet  current  consumption,  and  handle  other  freight  at  the  same 
time  without  signs  of  distress." 

COAL  PRODUCTION  REPORT 

The  Traffic  World  Washington  Bureau 

"Production  of  soft  coal  plunged  downward  again  during  the 
third  week  of  March,"  the  Geological  Survey,  Department  of  the 
Interior,  said  in  its  weekly  report  under  date  of  March  26.  "The 
total  output,  including  lignite  and  coal  coked,  is  estimated  at 
6,468,000  tons,  a  decrease  of  433,000,  or  6  per  cent,  when  com- 
pared with  the  week  preceding.  The  output  was  nearly  6,400,000 
tons  short  of  the  weekly  rate  attained  last  December,  before  the 
market  broke. 

"The  average  production  per  working  day  was  1,078,000  tons, 
quite  the  lowest  figure  touched  in  the  period  covered  by  the  dia- 
gram above  except  during  the  six  weeks  of  the  great  strike.  The 
present  rate  is  13  per  cent  lower  than  that  during  the  post- 
armistice  depression  of  early  1919,  and  yet  consumers  have  now 
no  such  enormous  stocks  as  they  then  possessed  carried  over 
from  the  year  before.  The  present  rate  is  7  per  cent  lower  than 
that  of  May,  1915.  It  is  almost  as  low  as  the  1,003,000  ton  aver- 
aged in  April  and  May,  1914.  In  this  connection  it  must  be  re- 
membered that  the  country's  normal  rate  of  consumption  has 
so  increased  in  the  seven  years  since  1914  that  the  equivalent  of 
what  was  then  1,003,000  tons  per  day  would  now  be  1,150,000  tons. 

"The  following  statement  furnished  by  the  American  Rail- 
way Association  shows  the  number  of  cars  loaded  daily:  March 
14,  23,495;  March  15,  21,906;  March  16,  21,805;  March  17,  20,190; 
March  18,  19,671;  March  19,  12,309. 

"Loading  on  Monday  of  this  week  (March  21-26),  according 
to  preliminary  reports,  were  23,543  cars,  and  on  Tuesday,  21,371. 
The  total  for  the  two  days — 44,914 — was  487  cars  less  than  for 
the  corresponding  days  of  the  week  of  March  5.  This  indicates 
a  further  decrease  in  production. 

"All-rail  shipments  to  New  England  declined  somewhat  dur- 
ing the  week  ended  March  19.  Reports  furnished  through  the 
courtesy  of  the  American  Railway  Association  show  that  3,006 
cars  were  forwarded  through  the  five  rail  gateways,  Harlem 
River,  Maybrook,  Albany,  Rotterdam,  and  Mechanicsville.  Com- 
pared with  the  preceding  week  this  was  a  decrease  of  202  cars. 
During  the  corresponding  weeks  in  1920  and  1919,  shipments 
were  3,351  and  2,193  cars,  respectively.  This  is  the  first  time 
since  early  October  that  the  movement  in  any  week  of  the 
present  coal  year  has  fallen  below  that  of  the  corresponding 
week  of  the  coal  year  1919-20." 


C.  I.  &  L.  BONDS 

The  Chicago,  Indianapolis  &  Louisville  Railway  Company 
has  applied  to  the  Commission  for  authority  to  issue  $3,493,000 
of  its  first  and  general  mortgage  5  per  cent  gold  bonds  repre- 
senting the  unsold  portion  of  its  first  and  general  mortgage  5 
per  cent  gold  bonds.  Bonds  to  the  amount  of  $3,261,000  have 
been  sold.  The  applicant  does  not  propose  to  sell  the  bonds  at 
this  time  but  to  pledge  them  in  part  for  loans  from  the  gov- 
ernment. 


B.  &  A.  OPERATING  CONTRACT 

The  Boston  &  Albany  Railroad  Company,  in  a  petition  filed 
with  the  Commission,  asks  for  approval  of  an  operating  contract 
between  it  and  the  Providence,  Webster  &  Springfield  Railroad 
Company  under  which  the  applicant  operates  the  P.  W.  &  S. 
railroad  between  Webster,  Mass.,  and  Webster  Junction,  Mass. 
The  applicant  states  that  since  1884,  when  the  line  of  road  in- 
volved was  built,  it  has  operated  the  property  under  contract. 
A  new  agreement  was  entered  into  February  1,  1921,  under 
which  the  Boston  &  Albany  agrees  to  pay  as  rental  25  per  cent 
of  the  gross  revenues  but  not  exceeding  $15,000  annually.  The 
Commission  is  asked  to  approve  this  agreement. 


LOAN   TO   S.   A.   L. 

The  Commission  has  approved  a  loan  of  $1,451,500  to  the 
Seaboard  Air  Line  to  aid  that  carrier  in  meeting  maturing  in- 
debtedness and  to  provide  itself  with  additions  and  betterments. 
It  is  provided  that  the  loan  shall  be  made  in  five  parts  as  fol- 
lows: $500,000  for  additions  and  betterments  to  be  paid  to  the 
company  as  soon  as  practicable;  $143,000  for  maturing  indebted- 
ness on  or  after  June  15,  1921;  $293.500  for  maturing  indebted- 
ness on  or  after  August  1,  1921;  $375,000  for  additions  and  bet- 
terments on  or  after  September  1,  1921,  and  $139.500  for  matur- 
ing indebtedness  on  or  after  December  15,  1921.  The  dates  given 
are  those  upon  which  the  government  will  pay  the  several 
amounts  to  the  carrier. 
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A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


MEANING  OF  "CWT." 

Kdi i or  The  Traffic  World: 

What  does  "cwt."  stand  for?  If  it  stands  for  a  hundred 
weight,  how  many  pounds  is  a  hundred  weight?  If  a  hundred 
weight  is  112  pounds,  why  do  so  many  people  write  cwt.  when 
they  mean  100  pounds? 

Why  did  some  tariffs  formerly  and  probably  now  quote  rates 
in  "cwt."  when  the  usual  and  customary  basis  is  100  pounds? 
lion't  you  think  this  confusing?  Since  the  Shipping  Board  has 
put  the  American  short  ton  on  the  seven  seas,  why  cannot  we 
of  I  he  United  States  (in  the  absence  of  the  metric  system) 
re  to  the  American  short  ton  and  its  equivalents? 

Willits  &  Patterson, 
Victor  Labadie,  Traffic  Manager. 
San  Francisco,  Calif.,  March  23,  1921. 


EFFICIENCY  IN  CAR  MOVEMENT 

Kdi  i  or  The  Traffic  World: 

Have  noted  with  interest  the  several  items  appearing  in  your 
Open  Forum  of  recent  issues  giving  reference  to  efforts  made 
by  the  carriers  to  speed  up  the  movement  of  the  freight  traffic 
of  the  country  and  what  has  actually  been  accomplished  in  that 
direction. 

In  co-operation  with  the  Traffic  Club,  Inc.,  Troy,  N.  Y.,  and 
i  he  traffic  bureau  of  the  Troy  Chamber  of  Commerce,  it  was 
possible  to  forward  a  merchandise  package  car  from  Troy  to 
San  Francisco  under  date  of  February  14,  1921. 

The  car  was  routed  via  the  Delaware  &  Hudson  Co.,  Dela- 
ware, Lackawanna  &  Western  Railroad,  New  York,  Chicago  & 
St.  Louis  Railway,  Chicago  &  Northwestern  Railway,  Union 
Pacific  Railroad  and  Southern  Pacific  Company,  and  made  a 
remarkable  run  to  the  coast,  arriving  at  San  Francisco  at  10 
p.  m.,  March  2,  1921,  and  made  ready  for  delivery  at  8  a.  m.  the 
following  morning. 

We  believe  that  our  local  traffic  representatives  were  among 
the  pioneers  in  developing  a  .service  of  this  character  to  many 
points,  largely  through  the  initiative  and  energy  of  W.  J.  Cip- 
perly,  traffic  manager  of  Cluett,  Peabody  &  Co.,  Troy,  N.  Y., 
who  is  also  president  of  the  Traffic  Club,  Troy,  N.  Y.,  and  this 
item  is  submitted  as  of  probable  interest  to  your  readers,  espe- 
cially those  who  are  making  a  study  of  package  car  service. 
Geo.  T.  Russell,  Traffic  Manager,  Ludlum  Steel  Co. 

Watervliet,  N.  Y.,  March  24,  1921. 


ACCURACY  OF  RAILWAY  SCALES 

Editor  The  Traffic  World: 

Recent  articles  in  the  Open  Forum  having  reference  to  the 
accuracy  of  railway  scales  are  very  Interesting,  and  bring  up 
the  question:  "Is  it  in  all  cases  necessary  to  depend  upon  scale 
weights  as  obtained  by  carriers  and  have  shippers  used  available 
means  at  hand  to  handle  on  basis  of  correct  weights?  We  won- 
der if  some  of  the  shippers  who  seem  to  have  complaints  to 
make  could  not  avail  themselves  of  the  service  of  the  inspection 
bureaus  and,  where  feasible,  handle  their  shipments  at  actual 
or  average  weight  under  the  supervision  of  the  bureau  in  whose 
jurisdiction  shipper  is  located.  Such  handling  would  avoid  the 
annoyance  of  overcharge  claims. 

Chas.  M.  Long,  District  Traveling  Inspector, 
Central  Inspection  and  Weighing  Bureau. 

Goshen,  Ind.,  March  28,  1921. 


STARTING  SHIPMENTS  RIGHT 

Kdi  i  or  The  Traffic  World: 

Personally,  I  believe  that  when  Mr.  A.  J.  Kruse,  of  the  Gen- 
eral Electric  Company,  Fort  Wayne,  Ind.,  reads  the  article  in 
your  March  26  issue  (page  671)  under  the  heading,  "Uneducated 
Shippers,"  he  will  be  convinced  that  the  express  company  has 
placed  on  itself  an  unnecessary  burden  (the  On  Hand  Depart- 
ment). 

In  short,  I  believe  that  if  shippers  would  take  that  responsi- 
bility of  informing  the  consignee  with  a  postal  notice,  giving  full 
information  as  to  case  and  invoice  number  and  date  shipped,  the 
same  notation  to  be  made  on  a  properly  packed  and  marked  case 
or  package,  in  time  it  would  do  away  with  the  unnecessary  on 
hand  department  of  any  transportation  company,  as  the  depart- 
ment mentioned  is  mostly  composed  of  incorrect  addresses  and 


poor   packing  with    a    few   dishonest  shippers   unloading   their 
worthless  stock  on  the  transportation  company  for  disposal. 

With  a  postal  notice  from  the  shipper  giving  us  the  truthful 
date  of  shipment,  etc.,  I  guarantee  that  the  transportation  com- 
pany has  no  rest  until  I  have  shipment  at  our  door. 

I  believe  the  time  is  ripe  for  all  shippers  to  start  their  ship- 
ments right  at  the  right  time,  and  I  am  positive  that  they  will 
land  at  the  right  place — the  consignee's  door. 

The  Thompson-Hudson  Company, 
By  F.  D.  Homer,  Traffic  Manager. 

Toledo,  O.,  March  29,  1921. 


SOLUTION  OF  RAILROAD  PROBLEM 

Editor  The  Traffic  World: 

Representatives  of  the  shipping  public  and  the  railroad  ex- 
ecutives are  concentrating  every  thought  on  the  vexing  problem 
of  transportation  rates  and  service.  The  shipper  and  traveler 
are  asking  why  rail  rates  are  not  being  reduced  along  with  com- 
modity prices  and  the  carriers'  officials  are  lying  awake  nights 
endeavoring  to  solve  the  riddle  of  stretching  the  income  to  cover 
expenses  and  leave  a  margin  for  betterments,  interest  on  the 
bonded  indebtedness,  and  return  on  investment,  at  the  same 
time  realizing  the  necessity  for  making  rates  that  will  permit 
the  movement  of  a  volume  of  traffic  sufficient  to  utilize  the  car- 
riers' facilities  to  the  maximum  capacity. 

The  question  is  one  of  paramount  importance  to  every  citizen 
of  these  United  States  who  travels  a  mile.  We  are  all  depend- 
ent, to  a  more  or  less  degree,  on  rail  transportation.  Unless 
rail  transportation  can  be  economically  produced  high  prices  are 
inevitable.  With  transportation  rates  high  many  things  neces- 
sary to  our  well  being  cannot  be  moved  from  points  of  produc- 
tion to  places  of  consumption  except  at  prices  that  make  their 
use  prohibitive. 

The  shipper's  dollar  buys  less  transportation  service  today 
than  ever  before.  With  prices  of  hundreds  of  commodities  at 
or  closely  approaching  pre-war  levels  transportation  service  is 
being  furnished  at  rates  100  per  cent  higher  than  five  years  ago. 
The  record  is  replete  with  instances  that  show  rail  rates  con- 
sume the  entire  profit  of  the  producer.  So-called  low-grade  com- 
modities such  as  hay  when  shipped  to  comparatively  near-by 
markets,  bring  prices  that  leave  the  producer  little,  if  anything, 
after  transportation  charges  are  deducted.  Thousands  of  tons 
of  food  products  are  not  moving  under  existing  rates,  as  experi- 
ence has  shown  that  the  freight  charge  exceeds  the  value  of  the 
produce.  Both  the  carriers  and  shippers  are  in  agreement  that 
rates  have  reached  the  saturation  point — in  other  words,  are 
greater  than  the  traffic  will  bear.  Many  railroad  traffic  men 
now  fear  that  before  expenses  can  be  reduced  so  as  to  permit 
lower  rates  many  lines  of  production  will  be  localized  to  such 
an  extent  that  lower  rates  will  not  restore  traffic  movements  to 
former  volume  over  the  old  distances.  Railroad  profits  are 
gleaned  from  the  long  haul.  Excessive  terminal  expenses  in  our 
congested  trade  centers  render  short-haul  transportation  unre- 
munerative  and  the  carriers  are  generally  willing  to  leave  that 
business  for  the  gasoline  truck.  With  high  rates  tending  to 
localize  production,  the  carriers  are  worrying  over  the  prospect 
of  losing  the  long-haul  business.  Many  sections  of  the  country 
are  already  reducing  the  acreage  planted  to  crops  which  have 
heretofore  produced  a  surplus  for  shipment  and  are  planting 
instead  such  crops  as  have  formerly  been  imported.  A  striking 
example  is  the  shortening  of  the  cotton  crop  in  the  southern 
states,  which  are  by  nature  best  suited  to  producing  cotton.  The 
northern  states  cannot  produce  it.  but  they  can  and  do  produce 
a  surplus  of  grain  and  hay,  which  has.  until  the  present,  found 
a  ready  market  In  the  southern  states  from  Georgia  to  Arizona. 
Transportation  rates  during  the  past  six  months  have  added  to 
the  cost  of  delivering  these  products  in  the  South  until  the 
southerner  is,  for  his  self-preservation,  curtailing  the  production 
of  cotton  and  raising  his  own  grain  and  alfalfa.  The  records  of 
the  Cincinnati  Grain  and  Hay  Exchange,  which  serves  as  a  con- 
necting link  in  the  merchandising  of  grain  and  hay  into  the 
South,  show  a  decrease  in  volume  of  business  moving  into  that 
section.  At  a  recent  conference  of  traffic  men  in  St.  Louis  testi- 
mony was  introduced  to  the  effect  that  one  shipper  from  Iowa 
had  moved  some  350  carloads  of  grain  products  into  the  Mis- 
sissippi Valley  territory  in  the  six  months  prior  to  August  20, 
1921,  the  date  of  the  last  rate  advance,  while  subsequent  to  that 
date  not  a  single  carload  had  moved.  Many  manufacturing  busi- 
nesses are  relocating  nearer  sources  of  production  and  sale,  all 
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of  which  will  shorten  the  haul  of  raw  materials  and  product. 
The  increased  consumption  of  canned  milk  in  the  East  has  been 
noted.  This  has  been  made  necessary  owing  to  the  excessive 
cost  of  importing  feed  for  dairy  cattle.  These  and  hundreds 
of  typical  instances  offer  a  reason  why  there  are  today  approxi- 
mately 400,000  idle  freight  cars  standing  on  sidetracks  accumu- 
lating rust;  they  also  explain  why  the  operating  forces  of  the 
carriers  are  being  reduced  as  rapidly  as  possible. 

As  it  is  the  shipper's  dollar  that  pays  railroad  expenses, 
including  wages,  he  is  naturally  curious  to  know  what  said  dollar 
really  buys.  Let's  have  a  look  and  learn  how  said  dollar  is 
distributed  according  to  present  methods.  Based  on  the  latest 
returns  to  the  Commission  for  1920,  approximately  60  cents  went 
to  cover  the  compensation  of  the  operatives,  30  cents  to  cover 
materials  and  supplies,  7  cents  to  cover  taxes,  rentals,  claims, 
etc.,  and  the  balance  to  cover  return  on  capital  investment.  It 
is  apparent  where  to  look  for  the  cause  of  high  rates. 

The  shipping  public  is  primarily  interested  in  obtaining 
transportation  service  adequate  to  meet  its  needs  at  rates  that 
will  permit  economical  distribution  of  the  products  of  the  soil, 
mine  and  factory;  but  with  operating  expenses  equaling  93.59  per 
cent  of  operating  revenue  it  does  not  require  a  computing  ma- 
chine to  determine  what  the  shipper's  chances  are  for  properly 
adjusted  rates. 

At  the  conclusion  of  government  control,  the  roads  were 
handed  back  to  their  owners  in  a  badly  run-down  condition,  re- 
quiring millions  for  rehabilitation.  The  1920  transportation  act 
was  passed  by  Congress,  instructing  the  Commission  to  make 
rates  that  would  place  the  carriers  on  their  feet.  A  revolving 
fund  was  created  from  which  the  carriers  could  borrow  funds 
needed  for  betterments  and  repairs.  This  fund  was  to  have 
been  augmented  by  the  surplus  from  carriers  earning  over  6 
per  cent.  The  fund,  however,  is  threatened  with  extinction  in 
view  of  the  fact  that  the  carriers,  as  a  whole,  failed  to  earn  even 
the  so-called  guaranty  of  5%  per  cent.  That  the  roads  sorely 
need  the  necessary  funds  for  rehabilitation  none  can  deny.  That 
the  advanced  rates  have  failed  to  produce  the  necessary  coin  is 
apparent.  The  carriers  could  readily  absorb  from  five  to  seven 
billion  dollars  added  capital,  but  who  is  to  supply  it?  Certainly 
not  the  average  investor  with  some  loose  change  lying  around 
who  can  earn  at  least  4^  per  cent  on  government  bonds,  while 
the  carriers  cannot  assure  an  earning  power  to  exceed  2  per 
cent  under  present  conditions. 

Rehabilitation  and  reduced  rates  are  impossible  under  pres- 
ent methods  of  disbursing  the  shipper's  dollar.  With  operating 
expenses  within  about  $400,000,000  of  operating  revenue,  there 
is  but  one  answer — expenses,  including  labor  costs,  must  be  ma- 
terially reduced.  The  radical  rail  labor  leaders  assert,  however, 
that  they  will  not  willingly  give  up  any  part  of  the  60  cents 
they  get  out  of  the  dollar.  The  30  cents  expended  for  materials 
and  supplies  cannot  be  materially  curtailed  until  the  price  of 
coal,  the  largest  item  of  expense,  is  lowered.  The  miners  have 
a  wage  contract  running  into  1922,  so  there  is  little  saving  to 
be  expected  from  that  source  for  many  months.  But  expenses 
must  be  reduced,  not  only  to  enable  rate  reductions,  but,  in  many 
cases,  to  enable  the  carriers  to  meet  their  bills,  which,  if  not 
accomplished,  will  throw  them  into  the  bankruptcy  courts  or 
government  ownership.  After  two  years'  experience  with  gov- 
ernment control  the  shippers  believe  the  former  alternative 
preferable.  The  business  world  is  not  keen  for  having  our  car- 
riers thrown  into  the  political  pork  barrel  to  become  the  prey 
for  the  party  henchmen  and  the  radical  rail  labor  element.  The 
two  trotting  in  harness  together  would  soon  have  a  noose  around 
the  neck  of  the  shipping  public  that  could  not  be  easily  loosened. 
Will  the  American  spirit  of  justice  allow  our  transportation  lines 
to  face  either  of  these  alternatives? 

It  is  hard  to  conceive  that  the  people  of  this  great  and  pro- 
gressive nation  would  ever  submit  to  assume  a  bonded  indebted- 
ness of  twenty  billions  of  dollars  in  order  that  our  carriers  might 
be  brought  under  the  bureaucratic  control  of  party  politics  or 
the  Bolshevistic  element  in  our  labor  unions.  The  official  report 
of  the  Canadian  government-owned  railroads  that  appeared  re- 
cently shows  that  labor  absorbed  75  per  cent  of  the  roads'  op- 
erating revenues,  causing  a  deficit  for  1920  of  some  seventy 
million  dollars.  Do  the  American  people  wish  to  assume  a  pro- 
portionate burden  and  make  good  a  deficit  caused  by  organized 
railway  labor  having  taken  the  lion's  share  of  the  shipper's 
dollar?  Yet  Canada's  plight  demonstrated  what  would  happen 
were  the  American  roads  to  become  nationalized. 

There  is,  however,  a  better  way  out  of  the  woods,  and  the 
writer  is  sanguine  enough  to  believe  that,  with  the  radical  anar- 
chistic and  un-American  element  eliminated  from  control  of  the 
councils  of  the  railroad  brotherhoods  and  clearing  the  hoggish 
element  from  the  boards  of  directors  of  carriers,  there  is  an 
excellent  prospect  for  a  sane  and  reasonable  solution  of  the 
problem  whereby  the  two  classes  can  work  together  to  serve 
the  public  whose  servants  they  are,  and  enjoy  a  just  and  equita- 
ble distribution  of  the  results  of  their  joint  effort. 

A  proper  combination  of  money,  brains  and  brawn,  as  repre- 
sented by  the  stockholder,  the  management  and  the  workers,  is 
absolutely  essential  to  the  successful  operation  of  a  railroad  or, 
in  fact,  any  other  business  enterprise.  There  must  be  money 


to  provide  a  suitable  plant  and  supply  working  capital;  brains 
are  necessary  to  plan  and  direct  the  operation  of  the  property 
that  profit  may  result.  A  combination  of  brains  and  money  with- 
out workers  willing  to  co-operate  in  the  execution  of  the  plans 
of  management  is  worthless.  As  each  class  is  indispensable  to 
the  other  to  the  end  that  the  business  may  be  profitably  con- 
ducted, it  follows  that  each  class  is  entitled  to  a  fair  share  of 
the  resultant  profits.  When  either  class  attempts  to  take  from 
the  business  more  than  its  equitable  share,  disaster  is  bound 
to  follow.  The  investor  who  puts  his  money  into  a  railroad  is 
entitled  to  a  fair  return  on  his  investment  and  no  more;  like- 
wise, brain  and  brawn  must  receive  a  fair  and  just  compensation, 
and  no  more,  but  neither  element  should  exact  more  than  an 
equitable  portion  to  the  detriment  of  the  other  and  a  com- 
bination of  the  two  cannot  be  allowed  to  draw  down  unwar- 
ranted profits  to  the  detriment  of  the  shipping  public,  whose 
dollars  foot  the  bills.  Dividends  to  capital  and  labor  alike  must 
be  predicated  on  fair  and  reasonable  rates,  instead  of  making 
rates  that  will  produce  unreasonable  compensation  to  either  or 
both.  The  Commission,  under  the  1920  transportation  act,  is 
charged  with  the  duty  of  making  rates  that  will  produce  5% 
per  cent  on  the  value  of  railroad  property  devoted  to  public  use. 
The  same  act  created  the  U.  S.  Railroad  Labor  Board,  charged 
with  the  duty  of  adjusting  rail  wages;  the  act,  however,  fails  to 
charge  that  body  with  the  responsibility  for  so  adjusting  wages 
as  to  come  within  the  confines  of  the  carriers'  ability  to  earn. 
The  result  of  this  maladjustment  proves  that  the  garment  must 
be  cut  according  to  the  available  cloth.  The  Commission  has 
made  the  rates,  the  Labor  Board  has  "adjusted"  wages,  but  it 
proves  to  be  the  same  old  proposition  of  driving  the  horse  to 
water.  The  shipping  public  simply  cannot  or  will  not  move  the 
tonnage  on  which  to  apply  said  high  and  unreasonable  rates — 
hence  the  400,000  idle  cars  and  the  carriers'  shrunken  dividends 
which  were  on  the  average  but  slightly  in  excess  of  1*4,  per  cent 
on  the  $18,900,000  invested. 

The  writer  believes  that  constructive  criticism  would  be 
welcomed  by  both  investors  and  workers  to  the  end  of  adopting 
some  workable  plan,  under  which  both  elements  can  join  in 
producing  transportation,  that  will  be  acceptable  to  themselves 
and  the  shipping  public.  With  that  idea  in  mind,  he  offers  the 
following: 

Money  capital  has  always  insisted  on  demanding  the  lion's 
share  because  it  has  taken  all  the  chances  and  pocketed  all  the 
losses  in  the  business  game.  It  has  taken  the  bulk  of  the  profits 
in  the  fat  years  to  compensate  for  its  losses  in  the  lean  ones. 
Labor  demands,  and  recently  has  been  getting,  said  lion's  share, 
and  even  now  is  unwilling  to  bear  a  proportionate  share  of  the 
losses;  in  fact,  it  is  today  insisting  on  receiving  its  demands 
even  though  to  comply  means  rates  greater  than  the  traffic  will 
bear.  It  took  a  Roosevelt  and  his  "big  stick"  to  whip  organized 
capital  into  a  realization  of  its  duties  to  the  public.  Some  such 
drastic  measures  are  necessary  to  compel  organized  labor  to 
divest  itself  of  the  hyphenated  Bolshevistic  and  un-American  ele- 
ment that  would  control  its  policies  to  the  detriment  of  the 
working  classes  as  a  whole. 

As  money,  brains  and  brawn  are  necessary  to  the  railroad 
business,  they  should  each  be  capitalized  and  receive  their  re- 
ward in  proportion  to  their  respective  capital  investment  in  the 
business  of  producing  transportation.  The  Commission  has 
tentatively  placed  a  value  of  $18,900,000,000  on  the  money  capital 
of  the  carriers.  Let  us  approximate  the  capitalized  value  of  the 
brains  and  brawn  invested  in  our  railroads.  In  1920  there  were 
1,993,524  employes,  from  presidents  to  section  men,  serving  the 
class  I  carriers,  to  whom  an  average  compensation  of  $1,806  per 
annum  was  paid.  This  average  was  more  than  18  per  cent  of 
the  average  for  1917,  which  was  $1,004.  The  real  value  of  these 
employes  lies  somewhere  between  these  two  figures.  Labor  has 
insisted  on  compensation  in  proportion  to  the  cost  of  living;  by 
this  token  a  reduction  is  in  order  now.  The  index  figure  pub- 
lished by  Rosenbaum's  Review  of  Chicago  covering  37  commodi- 
ties, was,  on  January  22,  1921,  at  200  while  on  March  26  it  stood 
at  151.5,  an  approximate  decrease  of  25  per  cent  in  about  three 
months.  The  index  figure  published  by  the  Alexander  Hamilton 
Institute  of  New  York  a  year  ago  was  296.6,  while  at  the  end  of 
February  it  was  189.7,  a  decline  of  approximately  35  per  cent 
for  the  year.  The  pre-war  figure  was  around  150.  If  we  adjust 
the  $1,944  on  the  basis  of  the  decline  in  living  costs,  the  average 
compensation  of  rail  employes  should  be  somewhere  near  $1,300 
per  annum,  and  then  it  would  be  $304,  or  about  30  per  cent,  higher 
than  in  1917.  Assuming  $1,300  to  be  a  fair  figure,  it  represents 
a  return  of  5%  per  cent  on  $23,600,  which  is  the  monetary  equiva- 
lent of  the  brains  and  brawn  investment  of  the  average  rail 
employe.  The  2,157,989  employes,  each  contributing  the  equal 
of  $23,600,  would  give  a  total  capitalized  investment  of  $47,047,- 
166,400,  which,  added  to  the  money  investment  of  $18,900,000,000, 
makes  a  total  of  $65,947.166,400  invested  by  money,  brains  and 
brawn  in  the  transportation  business,  which  is  in  the  ratio  of 
about  3%  to  1. 

If  the  stockholders  and  brotherhoods  wish  the  support  of 
the  shipping  and  traveling  public,  they  should  step  out  and  ex- 
press a  willingness  to  permit  the  making  of  rates  that  will  en- 
courage the  movement  of  traffic,  the  utilization  of  the  plant  to  its 
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fullest  extent,  and  then  agree  to  accept  compensation  on  the 
basis  of  a  distribution  of  the  net  revenues,  after  deducting  from 
the  gross  receipts  the  cost  of  all  other  expenses,  exclusive  of 
dividends  and  \v;iKes,  In  proportion  to  the  capitalized  value  of 
(heir  contribution  to  the  business,  which,  as  la  shown  above, 
could  be  on  the  basis  of  25  per  cent  to  money  and  76  per  cent 
to  brains  and  brawn.  If  the  figures  for  1920,  as  put  out  by  the 
Commission,  were  adjusted  on  this  basis,  the  following  would 
be  the  result:  The  gross  operating  revenue  of  the  class  I  roads 
was  $6,225,402,762;  the  cost  of  materials,  supplies  and  other  mis- 
cellaneous items  aggregated  $2,919,650,696;  taxes,  rentals,  claims, 
etc.,  totaled  $336,940,867,  leaving  $2,968,811,199,  which,  had  it 
been  divided  on  a  3  to  1  basis,  would  have  given  the  brain  and 
brawn  investors  $2,226,608,400  and  the  money  investors  $742,- 
IML',799.  The  actual  division  was,  however,  $3,599,746,000  to  the 
workers  and  $62,264,421  to  stockholders.  This  thoroughly  demon- 
strates than  brains  and  brawn  profiteered  at  the  expense  of  the 
money  investors  to  the  extent  of  about  $1,373,000,000,  based  on 
a  capitalized  valuation.  Some  may  criticize  the  deduction  of 
taxes,  rental  charges,  etc.,  before  prorating,  but  that  is  justified 
on  the  ground  that  money,  brains  and  brawn  are  partners  in 
the  business  and,  as  such,  should  contribute  to  these  expenses 
so  that  each  bears  its  proper  proportion.  The  compensation  of 
these  three  essential  elements  on  the  basis  of  capitalized  value 
would  secure  closer  co-operation  looking  to  the  elimination  of 
drones,  padded  expenses,  unnecessary  overtime,  unwarranted  ex- 
penditures, burdensome  working  rules,  etc.,  thus  bringing  Into 
being  a  more  efficient  organization  capable  of  reducing  the  cost 
of  transportation  and  permitting  rate  reductions  that  would  per- 
i-uit  a  resumption  of  traffic  movements  over  the  long  haul,  the 
result  of  which  would  be  increased  earnings  and  consequently 
larger  amounts  to  be  distributed  between  the  workers. 

The  writer  does  not  claim  to  be  a  twentieth  century  Moses 
appointed  to  bring  the  carriers  out  of  the  bondage  of  perverted 
labor  unionism  through  a  wilderness  of  rehabilitation  into  a 
land  flowing  with  just  and  reasonable  dividends  and  compensa- 
tion, but  he  does  believe  he  has  perfected  the  details  of  a  plan 
whereby  the  carriers  or,  in  fact,  any  other  producing  enterprise, 
can  be  so  organized  as  properly  and  faithfully  to  serve  the  pub- 
lic, the  investor  and  the  worker.  He  believes  the  plan  to  be 
thoroughly  workable  and  one,  if  put  into  operation,  that  would 
reconcile  the  heretofore  conflicting  interests  and  enable  money, 
brains  and  brawn  to  conduct  the  transportation  business  of  this 
country  to  their  mutual  advantage  and  at  the  same  time  render 
a  better  and  more  economical  service  to  the  shipping  public. 

As  already  indicated,  the  plan  contemplates  the  capitaliza- 
tion of  the  money,  brains  and  brawn  invested  in  our  carriers  in 
terms  of  dollars  and  cents.  Such  a  system  would  restore  public 
and  private  confidence  in  the  investment  world,  promote  initia- 
tive among  the. workers,  and  accord  to  each  a  voice  in  the  man- 
agement without  destroying  the  principle  of  property  rights  or 
in  any  way  detracting  from  the  idea  of  private  ownership,  be- 
cause they  are  partners  and,  as  such,  are  working  on  the  same 
plane  to  accomplish  a  common  purpose — that  of  producing  a 
profit  from  the  conduct  of  the  business  and,  with  the  combined 
wisdom  of  the  best  talent  drawn  from  the  field  of  money  in- 
vestors and  the  ranks  of  the  workers,  an  increased  distribution 
of  profits  would  be  assured. 

Some  of  the  details  of  the  plan  provide  for  the  issuance  of 
"stock"  to  the  employe  in  proportion  to  a  predetermined  eco- 
nomic value  to  the  corporation,  which  would  become  the  measure 
of  his  participation  in  the  profits  so  long  as  he  remained  in  the 
company's  service.  For  example,  if  a  clerk  or  mechanic  is 
capable  of  earning  $1,200  a  year  in  any  other  line  of  business, 
that  is  his  economic  worth  to  the  carrier  and  represents  5% 
per  cent  on  about  $21,800;  therefore,  to  such  an  employe  would 
be  issued  218  shares  of  "stock"  on  which  his  participation  is 
based.  Should  he  be  dismissed  for  any  cause  the  stock  is  to 
be  canceled  and  reissued  to  his  successor,  if  any.  Distribution 
of  profits  to  the  money  stockholders  and  employe  stockholders 
could  be  made  quarterly.  To  money  would  be  given  its  regular 
dividend.  The  employe,  however,  would  have  a  monthly  "draw- 
ing account"  equivalent  to  a  fair  living  wage,  but  at  the  end 
of  the  quarter  he  would  receive  the  difference  between  his 
"dividend"  and  the  amount  advanced  on  account  in  the  form 
of  wages.  In  the  event  of  the  withdrawal  of  money  capital  or 
the  voluntary  resignation  of  an  employe,  an  amount  sufficient 
to  cover  the  cost  of  replacement  would  be  withheld.  The  plan 
further  contemplates  that  money,  brains  and  brawn  shall  con- 


POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARC  MORE  THAN  EVER  IN  DEMAND 
ind  THE  TRAFFIC  WORLD  Is  the  logical  medium  for  getting;  th» 
men  and  the  position*  In  touch  with  each  other.  The  rate*  for 
classified  advertisements  an  a*  followa:  Pint  Insertion.  11.90  pet 
line:  minimum  charge,  13.00;  succeeding  Insertions,  per  line,  50c:  II 
words  to  the  line:  numbers  and  abbreviations  counted  as  word*; 
I  point  type:  payable  In  advance.  Answers  to  keyed  advertisements 
forwarded  free  and  all  correspondence  held  In  iitrlct  confidence.  Th« 
TRAFFTP  WORLD.  41S  Routh  Market  Street,  rhlrago.  Ill 

POSITION  DESIRED — My  training  nml  experience  make  me  com- 
petent to  perform  the  duties  of  either  Traffic  Mannfter.  Car  Service 
Superintendent  or  assistant  thereto.  I  thoroughly  understand  and  can 
satisfactorily  handle  rate,  claim,  tariff  matters,  etc.,  with  carriers  or 
various  commissions.  I  have  superintended  the  operation  and  main- 
ti  nnnce  of  one  of  the  largest  Independent  tank  car  linen  In  the  country: 
therefore  T  fully  understand  car  leasing.  A.  R.  A.  Rules  of  Inter- 
change, also  recording  and  auditing  of  private  car  mileage  and  repair 
lulls.  I  am  available  right  now.  Opportunity  first  consideration,  sal- 
ary and  location  second.  I  can  furnish  Al  references  both  as  to 
nlillity  and  character  If  further  Information  or  my  services  are 
desired,  address  "MRMX."  Traffic  W"rld.  Chicago.  III. 

WANTED — Man  with  traffic  experience,  railroad  or  Industrial,  by 
n!nnufacturlng  concern.  State  experience,  age.  nationality,  references, 
and  sulnry  wonted.  Address  Y.  U  O.  319.  Traffic  World.  Chicago,  III. 

POSITION  WANTED— Kxi'er  ienre.l  Tn.fllo  Man  wishes  to  make 
a  change.  New  England  preferred.  Address  A.  Y.  L.  339,  Traffic 
World.  Chicago. 

POSITION  WANTED— Traffic  Manager,  with  fifteen  years'  rail- 
road. Industrial.  Board  of  Trade  and  Association  of  Commerce  traffic 
experience,  desires  change.  Reference,  present  employers  and  big 
traffic  men  of  country.  If  Interested  In  securing  services  of  man  to 
handle  rate  problems  and  cases  before  the  Commissions  address  R.  O. 
W ..  Traffic  World.  Chicago. 

POSITION  WANTED — Traffic  Manager,  eleven  years'  railroad, 
three  years'  industrial  experience.  Complete  knowledge  of  claims, 
rates,  demurrage,  tariffs  and  general  traffic  work.  Diploma  Inter- 
national Correspondence  Schools,  Scranton.  Married.  Age  35;  excel- 
lent credentials.  Address  "Tires."  Traffic  W"rld.  Chicago. 

POSITION  WANTED — Traffic  Manager,  thoroughly  equipped,  con- 
scientious, well  versed  all  phases  of  traffic  work,  technically  trained. 
Address  O.  T>.  R.  345.  Traffic  World.  Chicago. 

POSITION  WANTED— Traffic  executive  holding  Important  rail- 
way position  qualified  as  examiner  Interstate  Commerce  Commission 
seeks  wider  field.  Address  R.  E.  E.  301.  care  Traffic  World,  Chi- 
cago, ni 

WANTED — Traffic  Manager  and  auditor  for  short  line  railroad  In 
Louisiana  who  Is  able  to  handle  all  the  business  and  accounting 
features  but  not  necessarily  experienced  In  operations  of  trains  or 
keeping  up  the  road.  Please  state  age,  give  complete  list  of  former 
employers  and  length  of  service  and  position  with  each  and  salary 
wanted.  Address  "Auditor."  care  Traffic  World.  Chicago. 

WANTED — Traffic  Manager,  between  ages  of  25  and  40  years,  for 
manufacturing  company.  Give  full  particulars,  such  as  experience, 
references  and  salary  wanted.  Address  Lock  Box  697,  Uhrichsville, 
Ohio. 

FOR  SALE — Several  thousand  first-class  6x8 — 8  ft.  oak  railroad 
cross  ties.  Can  also  furnish  oak  switch  ties  to  order.  L.  E.  Pearson, 
Edwardshurtr.  Mich. 


Eagle  "Mikado" 


Pencil  No.174 

Ma.,  in  FIT.  Gr.dei 


Regular  Length,  7  Inches 
Conceded  to  be  Ih*  Fmett  Pencil  made  for  feneril  me.  For  Sato  at  iwar  Dealer 

EAGLE  PENCIL  COMPANY.  NEW  YORK 


$ 


5 


000  A  YEAR 


\ 


FOR  EXPERT  TRAFFIC  MEN.  Many  concern  now  pay  their  trafflo 
managers  $5.000  to  $10.000  a  rear.  Yet  the  (raffle  man  who  geta  thlj 
big  pay  must  actually  know  traffic  work.  You  can  quickly  become  a 
real  traffic  expert— stop  losses— earn  big  money  for  yourself.  Count  lex 
guod  openings  for  trained  men. 

LEARN  AT  HOME— BOOK  FREE.  New  home  study  Actual  Prac- 
tice Method  will  quickly  make  you  a  Certified  Traffic  Manager.  Yon  can  very  soon 
qualify  for  a  splendid  traffic  position.  Write  quick  for  big.  new.  illustrated  book 
describing  this  wonderful  training  In  detail.  Write  today.  Adilraes  AMERICAN 
COMMERCE  ASSOCIATION.  Dept.  24-A.  4043  Drexel  Bird..  Chicago.  HL 


J.   W.   ROBERTS,   Prenldent 


FRED  PETTI  JOHN,   Vic*- President 


STANLEY  WOOD.  Secret.vrr-TfM.mivr 


THE    ROBERTS-PETTIJOHN-WOOD    CORPORATION 

ACCOUNTING    SERVICE 

PITARANTY   PFRIOn    returns  under  the  Transportation  Act.    1920.  and  the  statement  of  claims  against  the 
[  LilXlV/1/    United  States  covering  the  period  of  Federal  Control  require  careful  preparation  if  the 

carrier  is  to  be  properly  reimbursed.     We  have  available  a  corps  of  specialized  railroad  accountants,  experienced  in  the 
preparation  of  such  claims.  Mills  Building,  Washington.  D.  C.  Twenty  Ernst  Jackson.  Chicago 
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tribute  equitably  to  the  losses  as  well  as  sharing  in  the  profits. 
This  is  accomplished  through  the  medium  of  a  sinking  fund 
invested  in  government,  state  and  municipal  bonds,  in  farm 
and  urban  real  estate,  mortgages,  and  in  savings  banks,  where 
employes  can  borrow  at  nominal  rates  of  interest.  Applying 
this  principle  to  the  1920  figures  heretofore  quoted,  we  would 
have  set  aside  1  per  cent,  or  $29,688.12,  out  of  the  net  amount 
available  for  distribution.  This  fund  would  accumulate  by  addi- 
tions and  interest  accessions  from  year  to  year  until  it  assumed 
proportions  adequate  to  tide  over  the  years  of  depression  which 
experience  has  shown  occur  with  a  degree  of  regularity  in  the 
cycles  of  trade.  At  such  times  the  fund  is  tapped  for  a  suffi- 
cient amount  to  stabilize  dividend  payments  to  both  classes  of 
investors  and  thus  render  it  unnecessary  to  reduce  dividends 
to  money  or  cut  wages  to  the  workers  until  the  fund  was  ex- 
hausted and,  if  properly  constituted,  should  be  large  enough  to 
meet  all  demands  that  could  possibly  be  foreseen  over  a  period 
of  three  to  five  years.  In  event  of  the  dismissal  of  an  employe 
for  any  cause,  his  portion  of  the  fund  would  be  returned,  minus 
an  equitable  surrender  charge  to  compensate  for  the  reduction 
of  the  fund  and,  should  a  money  investor  sell  his  stock,  he 
should  likewise  take  his  share  of  the  fund,  less  a  surrender 
charge. 

There  are  many  minor  details  which  space  will  not  per- 
mit enlarging  upon,  but  the  whole  plan  is  one  that  will  merit 
careful  consideration  by  those  who  are  interetsed  in  a  solution 
of  the  transportation  problem.  The  writer  will,  within  the  limits 
of  the  time  at  his  disposal,  be  pleased  to  appear  before  inter- 
ested boards  of  directors  and  by  appropriate  facts  and  figures, 
demonstrate  the  complete  plan  in  all  its  details. 

B.  J.  Drummond,  Traffic  Manager, 
Cincinnati  Grain  and  Hay  Exchange. 

Cincinnati,  O.,  March  29,  1921. 


A  GOVERNMENT  OWNERSHIP  DREAM 


Editor  The  Traffic  World: 

What  is  the  constant  problem  before  the  fruit  man?     Don't 

fi      all  answer  in  the  same  breath.     There  is  but  one  answer  —  freight 

^          rates.     The  freight  rate  is  the  one  endless  chain  which  winds 

-A  about  us,  over  us,  and  under  us,  and   finally  gets  us.     At  one 

clip  it  goes  up  25  per  cent;  then  another  33y3  per  cent.     Up  and 

down  and  all  around,  we  are  kept  figuring  out  these  mysteriously 

arranged  freight  tariffs  which  might  as  well  be  called  the  Ouija 

boards   of   commerce  —  they   tell  you   everything  under  the   sun 

except  the  identical  information  you  require  before  you  can  put 

a  sane  price  on  your  goods. 

We  are  wonderfully  smart  people.  Uncle  Sam  takes  over 
the  railroads  and  we  start  kicking  until  Uncle  Sam  lets  loose. 
First  we  get  a  gentle  little  dose  of  25  per  cent  increase.  We 
wiggle  a  little,  but  try  and  look  happy.  Along  comes  a  33V3 
per  cent  jump.  Then  we  discover  that,  after  all,  there  was  no 
special  advance  in  cost  of  service  under  Uncle  Sam,  and  we 
start  kicking  again,  and  then  come  about  as  near  stopping  ship- 
ping as  we  can  so  that  we  may  be  able  to  "bust"  the  railroads 
if  they  don't  pay  attention  to  our  kicks.  And  when  we  bust 
one  of  them,  just  as  we  used  to  do  in  the  good  old  days,  what 
will  be  the  result?  Just  a  little  United  States  court  receiver 
to  put  said  road  back  on  its  feet  after  all  of  the  plugs  have  been 
taken  out  and  the  tire  pumped  up  again  for  action.  And  so  we 
go  on  and  on  and  over  and  over  the  s'ame  old  trail.  What's  the 
answer? 

Why  not  wipe  our  glasses  and,  getting  on  the  top  of  the 
hill,  see  the  freight  rate  situation  with  a  close-up  view?  Let 
me  illustrate:  Mahala  No.  1  is  being  drilled  on  the  side  of  a 
foothill  and  in  the  center  of  a  mound.  Look  north  and  one  gets 
a  fine  view.  Look  south  and  one  gets  another  fine  view.  Di- 
rectly west  one  can  see  only  the  range  of  near-by  foothills. 
Directly  east  is  one  great  sloping  hill  leading  down  from  my 
headquarters  to  the  well  site.  But  get  up  to  the  office  and  one 
gets  a  wide  panorama,  including  the  mountains  on  the  north,  the 
beautiful  Corona  district  on  the  east,  and  on  the  south  the  great 
range  of  foothills  of  Orange  County.  One  can  get  a  view  for 
forty  miles  without  an  obstruction.  Get  up  here  and  you  realize 
what  it  means  to  absorb  a  wider  vision.  Why  not  look  at  the 
freight  rate  problem  the  same  way? 

The  railroads  have  been  for  all  these  years  handling  many 
thousands  of  cars  each  year  of  California  citrus  fruit  with  a 
postage  stamp  or  blanket  rate  for  all  points  east  of  Kansas  City. 
It  was  all  the  same  —  Chicago  or  Philadelphia,  St.  Louis,  or  New 
York.  All  right;  if  they  could  do  this  and  survive  and  want 
more  citrus  tonnage  right  along,  as  they  have  shown  they  want, 
why  couldn't  -they  make  a  postage  stamp  rate  on  other  products 
not  only  from  California  to  the  East,  but  Florida  to  the  West, 
Michigan  to  Texas,  and  Washington  to  Florida?  Why  not? 
There  can  be  but  one  answer  —  either  too  many  details  or  such 
a  plan  would  fail  to  give  one  side  'off  the  continent  a  preference 
which  it  now  enjoys,  apparently,  it  seems,  at  the  expense  of 
the  other  side;  otherwise,  the  Interstate  Commerce  Commission 
would  not  be  handing  out  these  25  per  cent  increases  and  then 
forcing  the  railroads  to  choke  down  a  33%  per  cent  increase  on 
Jop  of  the  25  per  «ent  until  it  chokes  aHl  hands.  The  rate  is  so 


infernally  high  that  the  increase  acts  not  as  a  tonic  but  as  a 
dope;  the  railroads  are  waking  up  to  the  fact  that  if  they  are 
handed  many  more  lemons  of  this  type  they  will  be  worse  off 
than  they  were  before.  The  sidetracks  are  choked  with  empty 
cars  and  they  lose  in  one  day  more  than  they  formerly  made  in 
two.  The  tonnage  evaporates  as  quickly  as  a  car  of  cantaloupes  ' 
can  go  down  on  an  August  day. 

When  Director-General  McAdoo  took  hold  of  the  job  of  han- 
dling traffic  his  auditors  soon  knew  just  how  many  cars  there 
were,  how  many  miles  of  track,  of  sidings,  how  many  engines 
and  how  many  train  crews  in  the  entire  country.  It  would  not 
take  very  long  to  know  with  reasonable  accuracy  just  what  it 
costs  per  car  to  handle  freight.  Not  all  this  fantastic  per  ton 
mile  stuff  and  this  per  mile  haul  or  per  car  mile  and  all  those 
technical  terms  which  are  dished  out  to  us  at  every  rate  hearing 
for  the  wise-looking  lawyers  to  wrangle  over,  but  the  common- 
sense,  every-day  figures  of  average  costs,  taking  all  distances 
and  all  freights.  Then  prorate  the  cost  or  expense  against  these 
cars — the  records  show  just  how  many  cars  are  shipped  per  day 
taking  in  all  the  country — and  taking  the  figures  for  a  year  to 
reach  a  basis  for  figuring. 

The  transcontinental  railroads  have  all  along  proved  it  can 
be  done  with  citrus  fruits  from  California — then  why  not  with 
Florida  citrus  and  so  on  down  the  line?  If  it  works — and  it  has 
been  proven,  as  I  have  said,  with  California  citrust — why  stop  at 
citrus  and  leave  out  vegetables  or  cantaloupes?  Why  cut  out 
Michigan  or  Wisconsin  or  Texas  or  Georgia  or  New  York?  Each 
has  its  special  crops  which  are  certainly  entitled  to  a  square 
deal.  What  will  happen  if  all  get  the  same  sort  of  square  deal 
— more  production,  more  shipments,  less  complaints  of  high  cost 
of  food,  less  complaints  of  no  outlets,  hence  losses  to  producers; 
and,  particularly,  a  minimum  of  losses  from  decay  and  abandoned 
fields  and  orchards. 

Until  everyone  has  plenty  to  eat  and  to  spare  there  is  little 
chance  for  any  overproduction.  What  prevents  everyone  having 
a  chance  to  have  plenty  of  fruits  and  vegetables  at  a  living 
price?  The  inequalities  of  freight  rates.  One  section  goes  with- 
out while  another  is  glutted. 

Stand  on  top  of  the  hill  and  see  what  would  happen  if  Uncle 
Sam  again  took  over  the  roads;  remember  he  had  them  under 
the  most  adverse  conditions  possible.  Knowing  by  accurate 
surveys  the  actual  costs,  applying  the  postage  stamp  rate  every- 
where and  on  all  products,  every  section  of  the  country  would 
be  supplied  through  direct  shipments  and  the  law  of  supply  and 
demand  would  have  full  sway.  If  Georgia  wanted  lemons  and 
New  York  did  not,  the  lemons  would  go  where  they  were  wanted 
and  not  where  they  are  not  wanted — which  is  the  bright  way 
we  do  it  at  present.  What  difference  would  it  make  to  a  train 
crew  in  what  state  it  was  working?  There  would  be  just  so 
many  train  crews  required  with  a  certain  volume  of  tonnage 
and,  like  other  government  employes,  the  crews  would  have 
no  cause  to  render  any  less  service  than  is  given  every  day  by 
our  faithful  mail  carriers,  our  expert  railway  mail  clerks,  and 
our  alert,  steady  postoffice  clerks.  When  the  Christmas  mail 
increases,  Uncle  Sam  puts  on  more  help  to  handle  the  rush  and 
manages  to  get  away  with  the  job  with  no  little  credit  and,  after 
all,  shows  fully  as  great  an  efficiency  as  we  found  in  the  grape 
deal,  for  example,  last  season  in  the  San  Joaquin  Valley  during 
the  car  shortage. 

The  more  letters  you  write  and  mail  the  better  Uncle  Sam 
likes  it.     He  carries  one  clear  across  the  United   States  for  a 
two-cent    stamp.     He   will   carry    1,000   or   1,000,000— all    at   the  | 
same  rate  per  letter.     Transportation  is  the  fundamental  behind 
this   service.     Transportation    is    the    fundamental    behind   the 
movement   of  freights   and  vegetables  and  other  food   product  s 
and   there   is   no   sane   reason   why   the   "average"   rate   system 
could  not  be  made  to  apply  to  these.     The  cars  are  in  existence 
and  more  can  readily  be  built  as  needed;    the  trackage  is  laid 
and  seasoned;   the  motive  power  is  developed;   the  trained  men 
are  enrolled   and   have   had   long  experience;    the  change  could 
be  made  just  as  easily  as  the  roads  went  under  Uncle  Sam  one 
day  and  many  months  later  tried  to  creep  back  into  the  hands  I 
of  their  owners  on  a  fixed  day.     Ever  since  then  their  owners  | 
have  been  bewailing  their  fate  and,  even  with  all  the  increases,  I 
are  still  howling  for  more. 

One  car  rate  everywhere — a  blanket  rate  per  car  in  either: 
direction,  for  o,ne  food  product  the  same  as  another,  for  one; 
manufactured  product  as  for  another,  would  solve  this  eternal 
freight  puzzle,  this  endless  chain  which  fetters  us  and  blocks  | 
production,  delays  distribution,  and  checks  consumption.  A  cropj 
failure  in  California  can  thus  be  quickly  relieved  through  the  I 
heavier  production  in  Colorado,  and  vice  versa.  Prices  logically 
will  be  stabilized  so  that  production,  in  place  of  being  speculative! 
and  extremely  hazardous,  will  become  uniform. 

What  do  you  think  of  the  propositions?  Chew  it  over  and 
consider  how  steadily  Uncle  Sam's  mail  service  handles  the  mailj 
from  New  York  to  California  in  four  days  for  a  two-cent  stamp,): 
whereas  it  used  to  take  a  whole  month  to  get  a  letter  from  one|i 
coast  to  the  other  at  a  cost  of  a  dollar.  We  have  gone  forward, 
with  our  mail  service,  but  with  our  freight  service  we  are  just  i 
where  the  old  pony  express  service  left  us. 

Isn't  it  about  time  to  get  up  the  hill  and  look  the  situation 
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HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION   WHEN    NEXT   IN    WASHINGTON 


Phon.  Main  2210 


SAMMIS,  LAKE  &  COMPANY 

Whitefuld  Sammi. 


417  SOUTHERN  BUILDING 


We  Can  Put 
Light  On  Your 
Shipping  Problems 


Campbell  Tags  possess  extra  strength  and  are 
made  in  all  sizes. 

Campbell  Deadlocks  are  made  with  both  sharp 
and  blunt  points.  All  of  them  possess  the 
Campbell  eyelet  which  increases  the  tension. 

CAMPBELL   PAPER   BOX  CO. 

Campbell  Wire  Specialty  Work* 
South  Bend,  Indiana 


TRAFFIC    MANAGERS 

The    I.   C.   C.   Special    Permission  No.  50340,   August  5,   1930,   Gives    the  Transportation 
Companies  Eighteen  Months  (16%%  to  be  Issued  Every  3  Months)  to   Publish  Their  Tariffs. 

We  are  publishers  of  the  following  Standard  Loose  Leaf  All-Rail  Freight  Rate  Guides 
Y  !•»-»«  4- 4~i*~l      C!  4- .*«-.,  TT-JZt-Z*  From  the  Principal  Cities 

United  o tares  tuition     of  the  united  states 


EASTERN  EDITION  from 
New  York,  Philadelphia,  Boston  and  New  England 


CANADA  EDITION  from 
Montreal,  Toronto,  Hamilton  and  London 

GUIDE,  HMO.,  Roches-tor,  IM.  V. 

Traffic  and  Railroad  Men  Wanted  to  sell  these  Editions  in  all  cities,  on  spare  time.     Liberal  commission  paid. 


The  1921   (Sixteenth  Annual  Edition) 

Exporters'  Encyclopaedia 

MORE  THAN  A  BOOK— A  SERVICE 

READY  for  immediate  delivery.    The  only  authoritative  and  complete  guide  for 
exporting   manufacturers.     Contains  accurate  detailed  information  on  every 
question  which  can  arise  in  connection  with  an  export  order. 

CONDENSED  TABLE  OF  CONTENTS 


Alphabetical    Index  of   Ports,   Cities  and   Countries  of  the 

World. 

Alphabetical  List  of  Steamship  Lines  and  Agents. 
Approximate   Values  of   Foreign    Coins. 
Banks  and   Bankers  In    Foreign   Trade. 
BIHs  of   Lading    (Arrangement  of). 
Cable   Rates. 

Commerce,    Industries,  etc.,   of  each   Country. 
Commercial   Terms    (Explanation   of). 
Consignment  of  Goods. 

Consular  Invoices  (Far-similes  and  Instructions). 
Consular  Regulations  (in  full  for  each  country). 
Consuls  (American  and  Foreign). 
Conversion  Tables  of  Foreign  Currencies. 


Distances  from  New  York  (Table). 

Drawbacks  on    Export  Shipments. 

Foreign    Drafts    (Arrangement  of). 

Foreign   Postage  Rates. 

Foreign   Weights  and   Measures   (American    Equivalents). 

Mail  Time  to  Foreign  Cities. 

Marine   Insurance. 

Metric  Weights  and   Measures. 

Minimum  Bills  of  Lading  (for  each  shipping  route). 

Parcels  Post. 

Packing  for  Export. 

Postal    Money   Order   System    (Foreign). 

Protection  of  Trade   Marks  Abroad. 

Selling   American    Goods   Abroad. 


and 

All  the  Shipping  Routes  from  New  York,  Philadelphia.  Boston.  Baltimore.  Savannah,  New  Orleans  and  Pacific 
Coast  Ports  to  all  parts  of  the  world,  arranged  under  countries  which  they  serve.  Each  section  gives  complete 
detailed  Information  concerning  the  regulations  and  requirements  of  each  line  to  be  observed  by  the  shipper. 


" 


"Our  Text  Book  on  Export  Matters 

"We  have  many  inquiries  from  our  members  engaged  in  foreign  trade  for  information  relative  to  steamship  routes,  sail- 
ings to  various  countries,  Consular  regulations  respecting  transportaton  of  freight  to  a  particular  country,  steamship 
regulations  governing  the  form,  issuance  and  substance  of  shipping  receipts  and  procedure  in  making  export  shipments. 

Our  experience  in  connection  with  the  gathering  of  export  information  has  developed  that  your  work  contains  com- 
plete and  up-to-date  information  in  condensed  form;   your  publication  is  practically  our  text  book  on  export 
matters  and  is  in  almost  daily  use." 

THE  MERCHANTS'  ASSOCIATION  OF  NEW  YORK. 

With  a  subscription  to  the  ENCYCLOPAEDIA  is  included  a  bulletin 
quent  bulletins  keeping  the  information  accurate  and  up-to-date 
which  they  may  be  conveniently  filed. 


FREE  EXAMINATION  OFFER 

Don't  send  any  money.     Mail  the  coupon  and  we  will  send  the  ENCYCLOPAEDIA 
days'  free  examination.     If  you  find  it  valuable,  send  us  your  check  for  $15.00  for  the 
plcle  service.     If  not,  send  it  back,  charges  collect.     It  doesn't  Cost   you  a  cent,  so  fill 
in  and  mail  the  coupon. 
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full  In  the  face?  Several  thousand  fruit  men  who  would  have 
thrown  up  their  hands  at  any  mention  of  government  owner- 
ship and  operation  of  railroads  five  years  ago  are  now  openly 
saying  there  is  something  radically  wrong  about  the  present 
deal.  These  men  are  not  afraid  of  government  ownership  now; 
would  they  be  if  the  postage  stamp  car  rate  was  applied  in  all 
directions  and  for  all  distances?  They  recall  that  California 
citrus  fruits  have  increased  tonnage  many-fold  under  the  postage 
stamp  rate.  If  the  railroads  under  private  operation  prospered 
with  such  an  arrangement,  what  would  happen  if  the  same  rule 
applied  to  all  industries  and  to  all  products? 

The  letter  Bill  Jones  writes  to  Sam  Smith  gets  the  identical 
service  the  letter  I  write  to  you.  And  yet  you  never  object  to 
that — nor  do  I.  Then  why  not  so  change  our  other  and  greater 
transportation  problem  to  an  equitable  basis?  We  can  use  the 
wire  instead  of  using  the  mail,  but  we  can't  get  our  fruit  across 
the  country  another  way  than  by  rail  or  water.  Instead  of  work- 
ing for  the  railroads  why  not  have  the  railroads  working  for  us? 

Arthur  S.  Westfall. 

Los  Angeles,  Calif.,  March  19,  1921. 


MINOR  COMMISSION  ORDERS 

Oscar  Mayer  &  Co.,  Inc.,  have  been  permitted  to  intervene 
in  No.  12176,  Morris  &  Co.  vs.  Chicago  Junction  Railroad  et  al. 

The  order  in  No.  9308,  Indianapolis  Chamber  of  Commerce, 
Freight  and  Traffic  Division,  et  al.  vs.  C.  C.  C.  &  St.  L.  Ry.  et  al., 
has  been  modified  to  become  effective  April  15  instead  of  April  1. 

The  order  in  No.  11764,  Texas  intrastate  rates,  has  been 
modified  so  as  to  permit  the  San  Antonio  &  Aransas  Pass  Rail- 
way to  establish  and  maintain  a  rate  of  4  cents  per  100  pounds 
on  crude  and  fuel  petroleum,  carloads,  from  San  Antonio  to 
Florine,  Tex.,  on  shipments  consigned  to,  for  the  use  of,  and 
as  to  which  the  charges  are  paid  and  finally  borne  by,  the 
Southwestern  Insane  Asylum.  The  asylum  is  a  state  institution, 
and  the  railroads,  under  the  law,  are  not  required  to  apply  the 
same  rates  that  they  charge  to  institutions  that  are  not  part 
of  governmental  machinery. 

The  Commission  has  dismissed  No.  10276,  Pittsburgh  Steel 
Co.  vs.  the  Monongahela  Railway,  Director-General  et  al.,  upon 
request  of  complainant. 

The  Commission  has  dismissed  No.  8895,  Board  of  Trade  of 
Chicago  vs.  Lehigh  Valley  Transportation  Co.  et  al.,  the  matters 
under  consideration  having  been  satisfactorily  adjusted. 

'  No.  9599,  Earle  Cooperage  Co.  vs.  St.  L.  I.  M.  &  S.  Ry.  et  al., 
has  been  dismissed   on  request  of  complainant. 

The  Commission  has  dismissed  No.  9570,  Memphis  Merchants' 
Exchange  vs.  Alexandria  &  Western  Ry.  et  al.,  saying  that  the 
proceeding  has  been  held  on  the  Commission's  suspense  docket 
for  more  than  two  years  at  complainant's  request;  that  the  record 
does  not  afford  a  basis  sufficient  to  enable  the  Commission  to  de- 
termine the  issues  involved;  and  that  complainant  was  advised 
that  the  proceeding  would  be  dismissed  unless  it  should  advise 
the  Commission  on  or  before  January  1,  1921,  of  its  desire  to 
prosecute  to  a  conclusion.  The  complainant  has  failed  so  to 
notify  the  Commission  or  to  further  prosecute  the  complaint. 

On  request  of  the  complainant,  the  Commission  has  dismissed 
No.  9598,  Earle  Cooperage  Company  vs.  St.  L.  I.  M.  &  S.  Ry.  et  al. 

The  Illinois  Coal  Traffic  Bureau  has  been  permitted  to  inter- 
vene in  No.  12285,  Corono  Coal  Co.  vs.  T.  &  P.  Ry.  et  al. 

The  Commission  has  reopened  No.  11860,  Montana  rates  and 
fares,  solely  for  the  purpose  of  according  hearing  on  the  petition 
of  the  Butte,  Anaconda  &  Pacific  Ry.,  electrically  operated  in 
part,  asking  that  it  be  allowed  to  benefit  by  the  decision  of  the 
Commission  in  the  Montana  intrastate  rate  case. 

The  Commission  has  reopened  for  further  hearing  No.  10737, 
Monroe  Shingle  Company  vs.  Director-General,  St.  Louis-South- 
western Ry.  et  al. 

The  Commission  has  dismissed  No.  10275,  Pittsburgh  Steel 
Co.  vs.  P.  &  L.  E.  and  Director-General,  at  the  request  of  the 
complainant. 

The  Board  of  Railroad  Commissioners  of  South  Dakota  has 
been  permitted  to  intervene  in  No.  12146,  National  Live  Stock 
Shippers'  League  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

The  Commission  has  re-opened  No.  11197,  Owensboro  Wheel 
Co.,  Inc.,  vs.  Director-General,  Southern  Ry.  et  al.,  with  respect 
to  the  reasonableness  of  rates  on  lumber  and  bent  rims. 

The  Commission  has  re-opened  No.  9723,  Natchez  Chamber 
of  Commerce  et  al.  vs.  St.  L.  I.  M.  &  S.  et  al  for  further  hearing 
on  the  question  of  prejudice. 

Abies  &  Rinker  et  al.  have  been  permitted  to  intervene  in 
No.  12358,  Texas  Live  Stock  Shippers'  Protective  League  et  al. 
vs.  Abilene  &  Southern  et  al. 


LOAN  TO   M.  &  ST.  L. 

The  Commission  has  approved  a  loan  of  $1,382,000  to  the 
Minneapolis  &  St.  Louis  to  aid  it  in  meeting  maturing  indebted- 
ness. The  company  asked  for  a  total  loan  of  $4,398,500,  the  dif- 
ference between  that  sum  and  the  amount  of  loan  granted  to 
have  been  applied  on  the  purchase  of  new  equipment  and  for 
additions  and  betterments.  The  part  of  the  application  relating 
to  money  for  equipment  and  additions  and  betterments  will  be 
considered  separately,  the  Commisison  said. 


GRAIN  WEIGHTS  AND  RULES 

The  Traffic  World  Washington  Bureau 

The  Commission  issued,  March  25,  Special  Permission  No. 
52340,  permitting  carriers  to  publish  on  fifteen  days'  notice  re- 
vised uniform  minimum  weights  and  rules  applicable  to  grain 
and  grain  products  for  interstate  transportation  throughout  the 
country. 

Uniform  rules  have  generally  been  applicable  since  Jan- 
uary 1,  1921,  under  a  permissive  order  of  the  Commission. 
The  new  order  makes  numerous  revisions  in  the  existing  basis, 
the  most  important  of  which  are  as  follows: 

1.  Reduction    in    the   minimum    upon    grain    in    sacks   from    60,000 
pounds   to   40,000   pounds,   provided  shippers   order  cars   of  the   latter 
capacity  at  time  of  shipment. 

2.  Reduction  in  the  minimum  on  unthreshed   feterita,   kafflr  corn 
and  milo  maize  from  marked  capacity  of  car  to  80  per  cent  of  marked 
capacity. 

3.  The  adoption  of  a  charge  of  Ic  per  bushel  for  the  transfer  of 
shipments  by  carriers,  in  cases  when  cars  are  overloaded  by  shippers 
at  point  of  origin.     The  new  rule  is  a  substitute  for  one  requiring  the 
payment  of  the  minimum  weight  applicable  to  the  next  larger  car  in 
such  cases  and  is  adopted  for  the  purpose  of  lessening  the  penalty  for 
overloading  cars  and  thus  encouraging  maximum  loading. 

4.  The  adoption  of  a   rule   permitting  at  the   end  of   each  season 
the  shipment  of  one  car  of  grain  from  elevators  subject  to  a  minimum 
of  30,000  pounds  to  permit  cleaning  out  of  elevators  at  the  end  of  the 
season's  business  without  weight  penalty. 

5.  Provisions  permitting  the   application   of  point   of  origin   mini- 
mum weights  on  grain  transferred  in  transit  from  car  to  car  through 
elevators   for   the   purpose   of  obtaining   weights   or   grades.      Present 
rules  permit  the  application  of  point  of  origin  weights  only  when  the 
transfer  is  at  the  instance  of  the  carrier. 

6.  Numerous  other  changes  in  wording  are  made  for  the  purpose 
of  clarifying  the  present  rules,  particularly  as  to  shipments  subject  to 
transit  privileges  and  mixed   carloads   of  various  kinds  of  grain   and 
grain  products. 

The  proposed  rules  have  been  submitted  to  state  commis- 
sions and  are  the  result  of  conferences  of  shippers  and  carriers 
with  the  Commission's  bureau  of  traffic.  It  is  expected  that 
practically  all  carriers  throughout  the  country  will  make  the 
new  rules  applicable  on  interstate  traffic  and  will  file  applica- 
tions with  state  commissions  for  authority  also  to  apply  the 
rules  on  intrastate  traffic. 


RULE  FOR  FRACTIONS  OBNOXIOUS 

The  Traffic  World  Washington  Bureau 

In  the  eyes  of  the  Lackawanna  Steel  Company  and  other  big 
users  of  coal  and  coke  at  Buffalo,  the  rule  for  disposing  of 
fractions  in  the  making  of  rates  on  coal  and  other  heavy  loading 
commodities  is  so  obnoxious  that  they  have  filed  a  formal  com- 
plaint against  the  rates  resulting  from  the  application  of  that 
rule.  The  complaint,  No.  12560,  Lackawanna  Steel  Co.  et  al. 
vs.  John  Barton  Payne,  as  agent,  and  all  the  railroads  serving 
Buffalo  and  Buffalo  rate  points,  alleges  that  the  rates  on  coal 
and  coke,  particularly  from  the  Connellsville  region,  were  and 
are  unjust  and  unreasonable.  They  assert  that  the  rates  sub- 
sequent to  August  26,  1920,  should  have  been  made  on  the  basis 
of  the  increases  ordained  by  General  Order  No.  28,  but  without 
use  of  that  rule  for  disposing  of  fractions,  and  plus  the  40  per 
cent  permitted  by  the  Commission's  decision  in  Ex  Parte  No.  74. 

The  rule  for  disposing  of  fractions  to  which  the  complain- 
ants object  authorizes  the  tariff  makers,  or  practically  directs 
them,  to  disregard  cents  per  ton  less  than  five  cents  and  count 
amounts  greater  than  five  cents  as  ten  cents. 

While  the  complaint  is  based  on  an  allegation  that  the  rule 
for  disposing  of  fractions  results  in  unjust  and  unreasonable 
rates,  the  complainants  did  not  confine  themselves  to  that  alle- 
gation. The  complainants  said  that  while  they  had  made  the 
allegation  about  the  rule  relating  to  fractions,  they  did  not  wish 
to  restrict  themselves  thereto,  but  that  they  stated,  alleged  and 
set  forth  "that  the  rates  and  charges  and  each  of  them  at  the 
times  in  this  complaint  alleged,  and  now  and  for  the  future  will 
be  unjust  and  unreasonable  under  all  the  facts  and  circum- 
stances and  under  the  law  and  the  facts  referred  to  in  the 
complaint,  and  complainants  allege,  state  and  set  forth  that 
under  the  facts  and  circumstances  and  under  the  law  and  under 
the  acts  referred  to  in  this  complaint  that  said  rates  and  charges 
are  and  were  at  all  times  herein  alleged  and  will  be  for  the 
future  unjust  and  unreasonable." 

Francis  B.  James,  who  drew  the  complaint,  said  the  purpose 
was  to  bring  into  question  the  whole  rate  structure  as  to  coal 
and  coke  from  the  Connellsville  region  and  that  other  complaints 
attacking  it  would  be  filed.  On  account  of  the  approach  of  the 
end  of  the  period  in  which  complaints  could  be  filed  against 
rates  made  during  federal  control  the  complainants  felt  con- 
strained to  put  in  a  general  allegation  as  well  as  the  specific 
one  pertaining  to  the  rule  for  disposing  of  fractions. 


ANN   ARBOR   NOTE 

The  Commission  has  authorized  the  Ann  Arbor  Railroad 
Company  to  pledge  $100,000  of.  its  improvement  and  extension 
mortgage  bonds  with  the  War  Finance  Corporation  as  substitute 
security  for  a  demand  note  of  $50,000.  The  note  was  originally 
for  $150,000,  but  the  company  has  arranged  to  reduce  it  and  re- 
lease collateral  notes  which  had  been  put  up  as  security  therefor. 
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The  National  Industrial 
Traffic  League 

As  a  shipper,  you  are  vitally  interested 
in   Traffic  and  Transporta- 
tion Problems 

The  National  Industrial  Traffic  League 

is  the  shippers'  forum  for  the  consider- 
ation and  solution  of  national  traffic 
and  transportation  problems.  It  merits 
your  support. 

A  membership  in  the  League  will 
increase  the  efficiency  of  your  Traffic 
Department. 

You  are  cordially  invited  to  be- 
come a  member. 

Write  for  particulars  regarding 
membership. 

We  will  be  glad  to  tell  you  about 
the  League  and  its  work. 


W. H.  CHANDLER 

Pmident 


J.  H.  BEEK 

Executive  Secretary 

1207  Conway  Bldg.,  Chicago,  III. 
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CUSS  AND  COMMODITY  FREIGHT  MTU 


Price.  S24.00  Per  Year 


W.  J.  HARTMAN.  Pul 


732  t,t,,a  St,..t.  CHICAGO.  U.  ».  A 

2,000  PAGES  10x12  INCHES 


Do    Decreased    Freight  Shipping  Costs  Interest  You? 

Then  watch  for  our  half  page  announcement  next  week,  or — if  you  can't  wait — apply  to 

TRANS-CONTINENTAL  FREIGHT  COMPANY 

Export  and  Domestic  Freight  Forwarders 
General  Offices:  203  Dearborn  St.,  Chicago     Eastern  Offices:  Woolworth  Bldg.,  New  York 

Old  South  Bldg.,  Boston    Drczel  Bldg.,  Philadelphia  Hippodrome  Bldg.,  Cleveland  Van  Nuys  Bldg.,  Los  Angeles      13th  and  Kearney  Sts.,  Portland  Ore. 

Ellicott  Square.  Buffalo      Union  Trust  Bldg.,  Cincinnati     Monadnock  Bldg.,  San  Francisco      Alaska  Bldg.,  Seattle  Write  the  Nearest  Office 


R.  B.  YOUNG,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 

312-31 4-311  WILLIAMSON  STREET          P.  0.  Box  985 

Qensral      Storage  —  Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  snd  Efficient  Service,  Exceptional  Facilities — Custom  House 
Brokers— Track    Connections    with    all     Railroads    and    Steamship 
Docks— Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phone  No.  4883  SAVANNAH,    GA. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 


PORTLAND,      OREGON 

OREGON  TRANSFER  COMPANY 

Katabtlahed  In  1868 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

No  switching  charge  on  carload  •hipmanta. 


SEATTLE  TRANSFER  CO. 


123  Jackson  St. 


Seattle,  Wash. 


Quick  Distribution  of  all  Pool  Can 
100,000  sq.  ft.  of  warehouse  space 
Warehouse-men  and  forwarders. 


ROCHESTER.  NEW  YORK 

General  Storage       Forwarding       Carload  Distribution 

Excellent  facilities  for  reshlpplng  without  cartage.  Insurue*  rmM 
II  cents.  Members  of  American  Warehousemen's  Association  »t>« 
American  Chain  of  Warehouses. 


B.    R. 


Write  for  partlculara. 
A    P.    WAREHOUSE,    Inc.  KINO    AND 


MAPLE    »T« 


GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.  Ft.  Floor  Space  —  Fireproof  —  Bonded  —  {3)0,800  Cspital 
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i    :>  N.  P.  AND  G.  N.  BONDS 

The  Traffic  World  Washington  Bureau 

The  application  of  the  Great  Northern  and  the  Northern 
Pacific  containing  the  proposal  of  those  companies  for  meeting 
the  maturity  of  $215,227,000  of  Northern  Pacific-Great  Northern 
four  per  cent  joint  bonds,  C.  B.  &  Q.  collateral,  generally  referred 
to  as  Burlington  joint  4's,  July  1,  was  made  public  by  the  Com- 
mission late  March  25.  (See  Traffic  World,  March  26,  p.  682.) 

These  two  companies,  which  own  97  per  cent  of  the  stock 
of  the  Burlington,  ask  approval  of  a  joint  trust  indenture  to  be 
dated  on  or  before  July  1,  1921,  to  be  executed  by  both  applicants 
to  the  First  National  Bank  of  New  York  City  as  trustee,  to 
secure  $230,000,000  of  Northern  Pacific-Great  Northern  joint  15- 
year  6y2  per  cent  convertible  gold  bonds,  callable  in  whole  or 
In  amounts  of  not  less  than  $5,000,000  principal,  on  75  days' 
notice  at  103  y2  per  cent,  and  with  provision  for  convertibility 
into  bonds  of  either  or  both  the  Northern  Pacific  and  the  Great 
Northern. 

The  issue  of  $230,000,000  of  bonds  of  which  approval  is 
asked  will  be  sold  through  a  contract  to  be  made  with  a  syndi- 
cate of  bankers  to  provide  the  moneys  required  to  pay  off  the 
Burlington  4's.  The  applicants  state  no  arrangements  have 
been  made  for  the  sale  of  the  bonds. 

As  security  for  the  $230,000,000  of  joint  bonds,  the  applicants 
propose  to  pledge  1,658,674  shares  of  Burlington  stock  owned  by 
them,  and  also  to  issue  and  pledge  $33,000,000  of  Northern  Pacific 
refunding  and  improvement  mortgage  6  per  cent  bonds,  due 
July  1,  2047,  callaole  after  15  years  on  any  interest  date  on 
three  months'  notice  at  110  per  cent,  and  also  to  issue  and  pledge 
$33,000,000  of  Great  Northern  general  mortgage  7  per  cent  bonds, 
due  July  1,  1936,  and  non-callable.  Approval  is  asked  of  a  gen- 
eral gold  bond  mortgage  of  the  Great  Northern,  to  be  dated 
January  1,  1921,  to  the  First  National  Bank  of  New  York  City 
as  trustee,  to  secure  the  bonded  indebtedness  proposed  by  that 
company.  The  Northern  Pacific  will  issue  its  $33,000,000  of  bonds 
under  an  existing  mortgage. 

The  1,658,674  shares  of  Burlington  stock  which  it  is  proposed 
shall  be  put  up  as  collateral  includes  the  Northern  Pacific  and 
Great  Northern  companies'  share  of  the  $60,000,000  stock  divi- 
dend which  the  Burlington  was  recently  authorized  by  the  Com- 
mission to  issue.  The  bulk  of  the  $60,000,000  of  stock  went  to 
the  two  companies  as  the  principal  stockholders  of  the  Burlington. 
The  application  of  the  Northern  Pacific  and  Great  Northern 
was  made  necessary  as  the  result  of  the  refusal  of  the  Commis- 
sion to  authorize  the  Burlington,  in  connection  with  the  $60,000,- 
000  stock  dividend,  to  issue  $109,000,000  of  bonds  of  which  $80,- 
000,000  were  to  be  converted  into  cash  and  paid  to  the  stock- 
holders as  a  cash  dividend.  The  Northern  Pacific  and  the  Great 
Northern  proposed  to  take  their  share  of  this  cash  dividend  and 
apply  it  on  the  maturity  of  the  $215,227,000  of  Burlington  4's. 

The  applicants  state  that  being  unable  to  have  recourse  to 
the  plan  embraced  in  the  original  Burlington  application  referred 
to  above,  bankers  had  advised  them  that  the  best  and  only  sure 
method  of  raising  on  July  1  the  necessary  funds  to  pay  off  their 
joint  indebtedness  was  to  issue  the  $230,000,000  of  joint  bonds. 

Collateral  trust  bonds  secured  on  stock  alone  as  collateral 
are  no  longer  legal  investments  for  insurance  companies  under 
the  laws  of  New  York  nor  will  they  be  purchased  by  insurance 
companies,  savings  banks,  trust  companies  or  similar  financial 
institutions  or  trustees,  the  applicants  state,  and  that  therefore 
it  is  necessary  for  the  applicants,  in  order  to  reach  that  market, 
to  offer,  either  directly,  or  indirectly  through  conversion,  securi- 
ties which  will  be  legal  investments  under  the  insurance  laws 
and  for  savings  banks  and  trustees,  and  that  they  have  made 
the  provisions  of  their  application  meet  the  conditions  referred  to. 

In  view  of  the  fact  that  representatives  of  the  companies 
conferred  with  the  Commission  with  regard  to  the  manner  in 
which  they  should  meet  the  maturity  of  the  Burlington  4's,  it 
is  assumed  that  the  application  is  along  lines  which  the  Commis- 
sion may  approve. 

Early  action  on  the  application  is  requested  by  the  applicants 
in  order  that  they  may  obtain  the  best  prices  for  the  $230,000,- 
000  of  joint  bonds.  The  Commission  will  hold  a  hearing  April  11. 


Eastman,    Evanston,    111.;    William    C.    Tyler,    La    Grange,    111.;    C.    J. 
Fellows,  St.  Paul,  Minn.;  Fred  Fellows,  St.  Paul,  Minn. 

3.  That  the  known  bondholders,  mortgagees,  and  other  security 
holders  owning  or  holding  1  per  cent  or  more  of  total  amount  of 
bonds,  mortgages,  or  other  securities  are:  (If  there  are  none,  so 
state.)  None. 

4  That  the  two  paragraphs  next  above,  giving  the  names  of  the 
owners  stockholders  and  security  holders,  if  any,  contain  not  only 
the  list  of  stockholders  and  security  holders  as  they  appear  upon  the 
books  of  the  company  but  also,  in  cases  where  the  stockholder  or 
security  holder  appears  upon  the  books  of  the  company  as  trustee  or 
in  any  other  fiduciary  relation,  the  name  of  the  person  or  corporation 
for  whom  such  trustee  is  acting,  is  given;  also  that  the  said  two 
paragraphs  contain  statements  embracing  affiant's  full  knowledge  and 
belief  as  to  the  circumstances  and  conditions  under  which  stockhold- 
ers and  security  holders  who  do  not  appear  upon  the  books  of  the 
company  as  trustees,  hold  stock  and  securities  in  a  capacity  other 
than  that  of  a  bona  fide  owner;  and  this  affiant  has  no  reason  to 
believe  that  any  other  person,  association,  or  corporation  has  any 
interest  direct  or  indirect  in  the  said  stock,  bonds,  or  other  securities 
than  as  so  stated  by  him.  William  C.  Tyler, 

Secretary-Treasurer. 

Sworn  to  and  subscribed  before  me  this  31st  day  of  March.  1921. 
(Seal.)  B.  C.  Van  Arsdel,  Notary  Public. 

(My  commission  expires  February  16,  1924.) 

MILEAGE  ALLOWANCE  INQUIRY 

The  Traffic  World  Washington  Bureau 

The  Commission  has  instituted  a  proceeding,  docket  No. 
12478,  "Allowances  of  Mileage  for  Mississippi  River  Crossings," 
and  consolidated  it  with  No.  12009,  Natchez  Chamber  of  Com- 
merce vs.  Natchez  &  Southern  et  al.,  for  hearings  at  such  times 
and  places  as  the  Commission  may  designate. 

Allowances  of  constructive  mileage  for  the  crossings  at 
Vicksburg,  Natchez,  Angola,  Baton  Rouge,  Avondale  and  New 
Orleans  are  to  be  considered  for  the  purpose  of  determining 
whether  they  are  reasonable  and  non-discriminatory.  At  an  argu- 
ment in  the  Louisiana  rates,  fares  and  charges  case,  the  fact 
was  brought  out  that  some  of  the  railroads,  by  reason  of  con- 
structive mileage  for  Mississippi  River  crossings,  were  making 
rates  for  intrastate  hauls  in  Louisiana  higher  than  those  allowed 
by  the  Commission  in  Ex  Parte  No.  74. 

TELEPHONE  REVENUE 

The  Traffic  World  Washington  Bureau 

A  compilation  from  the  reports  of  revenues  and  expenses 
of  64  large  telephone  companies  for  December,  1920,  was  given 
out  by  the  Commission  March  29.  It  shows  an  increase  in  the 
number  of  stations  in  service  from  8,600,491,  in  December,  1919, 
to  9,224,524  in  December  of  1920.  Operating  revenues  increased 
from  $37,302,234  to  $42,947,408;  expenses  from  $28,079,051  to 
$32,888,739,  and  operating  income  from  $6,747,280  to  $7,428,178. 

The  operating  revenue  for  the  twelve  months  ended  with 
December,  1920,  contained  in  the  same  compilation,  shows  an 
increase  from  $409,683,483  to  $486,719,378;  expenses  from  $303,- 
886,159  to  $373,658,316,  and  the  operating  income  from  $77,088,427 
to  $81,446,854. 


Statement  of  the   Ownership,    Management,   Circulation,    etc.,   re- 
quired   by    the    Act    of    Congress    of   August    24,    1912,    of    The    Traffic 
World,  published  weekly  at  Chicago.  111.,  for  April  1,   1921: 
State  of  Illinois,  County  of  Cook — ss. 

Before  me  a  notary  public  in  and  for  the  state  and  county  afore- 
said, personally  appeared  William  C.  Tyler,  who.  having  been  duly 
sworn  according  to  law,  deposes  and  says  that  he  is  the  secretary- 
treasurer  of  The  Traffic  World  and  that  the  following  is,  to  the  best 
of  his  knowledge  and  belief,  a  true  statement  of  the  ownership,  man- 
agement (and  if  a  daily  paper,  the  circulation),  etc.,  of  the  afore- 
said publication  for  the  date  shown  in  the  above  caption,  required  by 
the  act  of  August  24,  1912.  embodied  in  section  443,  Postal  Laws  and 
Regulations,  printed  on  the  reverse  of  this  form,  to- wit: 

1.  That  the  names  and  addresses  of  the  publisher,   editor,   man- 
aging   editor,    and    business    managers    are:      Publisher,    The    Traffic 
Service   Corporation,    418    South    Market    street,    Chicago.    111.:    editor, 
Henry  A.   Palmer,   926  Glengyle  Place.  Chicago,  111.;   managing  editor, 
none;    business    manager,    E.    C.    Van   Arsdel,    9847    Prospect    avenue, 
Chicago,  III. 

2.  That  the  owners  are:     (Give  names  and  addresses  of  individ- 
ual  owners,   or   if  a   corporation,   give   its   name   and  the   names   and 
addresses  of  stockholders  owning  or  holding  1  per  cent  or  more  of  the 
total   amount  of   stock.)     The   Traffic   Service   Corporation,    418    South 
Market    street,    Chicago,    III.;    E.    F.    Hamm.    Kenilworth,    111.;    Wm. 


E.   &   T.    H.    BONDS. 

The  Evansville,  Indianapolis  and  Terre  Haute  Railway 
Company  has  applied  to  the  Commission  for  authority  to  issue 
$400,000  of  its  first  mortgage  7  per  cent  bonds,  to  be  dated  as 
of  May  1,  1920,  and  to  mature  May  1,  1950,  for  pledging  with 
the  Secretary  of  the  Treasury  for  loans  aggregating  the  par 
value  of  the  bonds.  The  bonds  are  proposed  to  be  issued  in 
respect  of  capital  expenditures  of  like  amount  for  the  pur- 
poses of  the  construction,  completion,  extension  and  improve- 
ment of  its  facilities. 


AUTHORITY  TO  OPERATE  TEXAS  CITY  LINE. 
The  Texas  City  Terminal  Railway  Company,  in  an  applica- 
tion filed  with  the  Commission,  asks  authority  to  operate  the 
properties  formerly  owned  by  the  Texas  City  Transportation 
Company  in  Galveston  county,  Texas.  The  properties  involved 
consist  of  35.849  miles  of  terminal  railroad  tracks  and  con- 
nections and  other  terminal  facilities,  including  wharves,  docks 
and  warehouses.  The  applicant  was  organized  to  take  over  the 
properties. 


GA.  &   FLA.  CERTIFICATES 

The  Commission  has  authorized  the  receivers  of  the  Georgia 
&  Florida  Railway  to  issue  $1,600,000  of  8  per  cent  receivers' 
certificates  to  be  dated  January  31,  1921,  and  to  mature  January 
31,  1924.  Half  of  the  certificates  will  be  pledged  with  the  Secre- 
tary of  the  Treasury  for  a  loan  of  $800,000,  which  has  been 
approved  by  the  Commission.  Certificates  in  the  amount  of 
$600,000  will  be  sold  at  par  and  $200,000  of  the  certificates  will 
be  distributed  as  payments  on  account  pro  rata  of  the  uncertified 
indebtedness  of  the  receivers  incurred  prior  to  January  1,  1921. 


PETITION    FOR    REHEARING. 

The  Director-General  has  asked  the  Commision  for  a  re- 
hearing or  reargument  in  Nos.  11498,  Indian  Refining  Company, 
Inc.,  v.s.  Director-General,  et  al.,  and  11277,  Ozark  Refining  Com- 
pany vs.  Same. 


April  2.  1921 
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ROUTE  YOUR  CARGO  VIA 

MOBILE,  ALA. 

SHORT  LINE  EXPORT  OUTLET 
From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 
Belfast,  Dublin  and  Bristol  Channel  Ports 

Wt  Solicit  General  Cargo 

"WALLK1LL"—  Himburf  and  Hull.     In  Port  loading     Due  lo  tail  «irlr  April 
"EASTERN  SUN"   -Liverpool  and  Manchsstsr.     Dm  early  April 
A-l   STEAMER— Bristol  City  and  Cardiff.     Due  early  April 

"MAIDEN  CREEK"  or  Sub.    Glaifow.    Out  Mobil*  I.I.  April 
"AFOUNDRIA"  or  Sub.— Liverpool  ind  Manchester      Dm  Ul>  April 

Waterman  Steamship  Corporation, 

f)>ia»    <C_*-.,lr-_    nA<.Lr»J    U«    IB    V_a.s-.'    f -.-.__;__ 


Our  Service  Backed  by  18  Y.»r.'   Experience 


MOBILE, 
ALA. 


EXPRESS  FREIGHT  and 

De  Luxe  Passenger  Service 

S.  S.  HAWKEYE  STATE 

Sailing  from  BALTIMORE,  MD. 
April  30th,  1921 


DIRECT  SERVICE  TO 
Port  of  Los  Angeles,  San  Francisco  and  Hawaiian  Islands 


Rates  and  Space  on  Application 

MATSON  NAVIGATION  COMPANY 

Managing  Agents:  'United  State*  Shipping  Board 
BALTIMORE,  MD.  SAN  FRANCISCO  HONOLULU 


26  South  Gay  St. 


120  Market  St. 


Castle  &  Cooke,  Ltd. 


CUNARD 

ANCHOR    „ 

ANCHOR-DONALDSON 


Regular  Service* 


NEW  YORK 
BALTIMORE 
MONTREAL 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 

ANTWERP 

HAMBURG 

MEDITERRANEAN 


Between 


and 


BOSTON 
PHILADELPHIA 
PORTLAND,  ME. 

LIVERPOOL 

SOUTHAMPTON 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 

LEVANT 


General  Offices:   2  I -24  State  St.,  N.  Y.  City 

Chicago  Office: 
Cunard  Bldg.,  I  4O  N.  Dearborn  Street 


Atlanta.    M    N.    F.rsyflis 
St. 

Baltimore.    1*7   E.    Balti- 
more St. 

Boston,   12*  Stats  St. 

Clevlland,     Hotsl     Cleve- 
land   Bldg. 

Detroit.    36    Washington 
Blvd. 

Minneapolis.     Tnlrd     M. 
and    Second    Ave,.    So. 

Montreal.  20  Hospital  St. 

Nsw  Orleans,   206  St 
Char  Its  St. 


Pbllad.lpDIe.    I«W    Wai- 
PlttsWgk,  712  samiltsl. 

8t8tLoel«.    MM  Oily*  tt 
San    rraasUoo.    Ml    aUr- 

ket  St. 

Swiftls,    621    Sosens1   Ave. 
Vancouver.    622    Haetlses 

St   W. 
Washington,    D.    C..   117 

1 4th  8L   N.  W. 
Wlsnlseg.  270  Male  M. 
Or  LMCl  Again 


North  China  Line 

(Columbia  Pacific  Shipping  Company) 

OF 

PORTLAND,  OREGON 

Regular  direct  service  between  Pacific  Coast 

and    Tsingtao,   Tientsin    (Taku    Bar), 

Chinwangtao  and  Dairen 

VeueU  »Uo  call  at  Yokohama,  Kobe  and  Shanghai 

S.ilinfs   Every  Twenty-one   Days  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  fl.»  A-l  Sleel  Steamers 

SS-WEST  NOMKNTCM"   April* 
SS  "WEST  KEATS"  April  44 

SS  "WEST  NIVARIA"          May  16 
SS  "BEARPORT"  June  6 

Transhipment  at  Shanghai  to  American  River  steamers  for 
Hankow,  Pukow,  Nanking  and  other  open  YangUekiang 
River  ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 
Sudden  &  Christenson 

General  Eastern  Agent* 

44  Whitehall  St.,  New  York  City 
or 

Columbia  Pacific  Shipping  Company 

General  Office* 

Board  of  Trade  Building,  Portland,  Oregon 


O. 

d  1S48 


Pacific  Mail  Steamship  C 

Under  American  F/of   PASSENGERS  AND  FREIGHT- E,tabli,hed 

TRANS-PACIFIC  SERVICE 

"The  Sanihine  Belt  to  the  Orient" 
San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 

Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Shipping  Board 
P-.    -    steamers  Golden  State   (May  28th):   and  Empire  State  (July 

23rd) :  and  oending  delivery  3  other  U.  S.  S.  B.  steamers  by  the 
k  .popular  S.  S.  Ecuador  (June  25th)  and  S.  S.  Colombia 

|T"~  MANILA-EAST  INDIA  SERVICE] 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 

Singapore,  Colombo,  Madras,  Calcutta 

Passenger  and  freight  sailings  monthly  by  S.  S.  Creole  Slat*  (May   12th): 
5.5.  Wolverine  Stale  (June  11th):  Granite  State  (July  12th). 

PANAMA  SERVICE 

San  Francisco,  Los  Angeles  Harbor  to  Mexico,  Guatemala,  Salvador, 
Nicaragua,  Costa  Rica,  Canal  Zone 

Passenger  and  freight  sailings  every  2  weeks 

SAN  FRANCISCO-BALTIMORE  SERVICE 

San  Francisco,  Los  Angeles  Harbor  to  Central  Americs. 

Norfolk  and  Baltimore 
Freight  only  (via  Panama  Canal) 

SHANGHAI-HONGKONG-CALCUTTA  SERVICE 

Between  Shanghai.  Hongkong.  Saigon.  Singapore.  Penang,  Rangoon. 

Calcutta 
Freight  only.     Sailings  every  ten  days—eight  U.  S.  S.  B.  steamers 

ROUND-THE-WORLD  SERVICE 

San  Francisco  to  Honolulu.  Yokohama,  Kobe,  Dairen,  Tientsin, 

Shanghai,  Manila,   Saigon,  Singapore,  Calcutta,   Colombo.  Bombay, 

Alexandria,   Bizerta,   Marseilles,   Barcelona,   thence   Baltimore, 

Cristobal,  Los  Angeles  and  San  Francisco  (via  Panama  Canal 

Freight  only.     Monthly  sailings— U.  S.  S.  B.  Steamers 


Through  bill*  of  lading  istued  to  and  from  points  beyond port*  of  call 
General  Paitenger  and  Ticket  office:      621  Market  St..  San  Francisco 

^eneral  Office*:  508  California  Street.  San  Francisco 
10  Hanover  Square,  N.  Y.     400  Exchange  Place,  Baltimore 

Managing  Agent*:  U.  S.  Shipping  Board 
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Digest  of  New  Complaints 


No.  12206.    Wisconsin  Dairy  Products  Co.  vs.  C.  M.  &  St.  P.  et  al. 

Unjust  and  unreasonable  rates  on  tin  cans  from  Cragm,  111.,  to 
Stoughton.  Wis.  Asks  reparation. 

No.  12232,  Sub.  No.  1.     F.  E.  Nelson,  trading  as  Nelson-Jacks  Lumber 
Co.,  vs.  Director  General  Payne,  as  agent. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates 
on  lumber  from  Logansport,  La.,  to  Ranger,  Tex.  Asks  repara- 

No.  12400,  Sub.  No.  1.     J.  Hungerford  Smith  Grape  Juice  Co.,  Lawton. 
Mich.,  vs.  Alabama  Great  Southern,  Payne  et  al.  . 

Unjust  and  unreasonable  rates  on  unfermented  grape  juice  from 
Lawton.  Mich.,  to  points  in  Southern,  Southeastern  and  Carolina 
territories.  Asks  just  and  reasonable  rates  and  reparation. 

No.  12457.     W.  M.  Evans  Dairy  Co.,  Inc.,  Brooklyn,  N.  Y.,  vs.  Director 
General  .Payne,  as  agent. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  Ice 
from  White  Lake,  N.  Y.,  to  Scriba,  N.  Y.  Asks  cease  and  desist 
order,  just  and  reasonable  rates  and  reparation. 

No.    12458.      Capital    Warehouse    Co.,    Indianapolis,    Ind.,    vs.    Illinois 
Central  and  Payne. 

Against  a  switching  charge  of  $2  per  car  at  Indianapolis  on  sisal 
shipped  from  New  Orleans  to  Indianapolis,  there  stored  for  six 
months  and  reshipped  from  Indianapolis  to  points  in  C.  F.  A. 
territory.  Asks  reparation. 

No     12459.      The    White    Pine   Association    of    the    Tonawandas    et   al.. 
North  Tonawanda.  N.  Y,  vs.  New  York  Central,  Payne  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  lumber  and  forest  products  from  North  Tonawanda, 
N  Y..  to  destinations  in  New  York,  New  Jersey,  Pennsylvania, 
Maryland  and  New  England  and  Eastern  Trunk  Line  territories. 
Asks  reparation. 

No.  12460.     The  Oklahoma  National  Live  Stock  Exchange  et  al.,  Okla- 
homa City,  Okla.,  vs.  Abilene  &  Southern,  Payne  et  al. 

Excessive,  unjust,  unreasonable,  unduly  preferential  and  preju- 
dicial rates  on  mixed  carload  shipments  of  cattle  and  calves  from 
all  points  in  Arkansas,  Texas  and  Oklahoma,  and  from  stations  in 
New  Mexico  to  Oklahoma  City.  Asks  for  just  and  reasonable 
single  line  and  joint  through  rates  and  minimum  weights,  cease 
and  desist  order  and  reparation. 

No.  12461.     Peninsular  Portland  Cement  Co.,  Cement  City,  Mich.,  vs. 
Director  General  Payne,  as  agent,  Cincinnati  Northern. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential or  prejudicial  rates  on  clay  from  Bryan,  O.,  to  Cement  City, 
Mich.  Asks  cease  and  desist  order,  just  and  reasonable  rates  and 
reparation. 

No.   12462.     Peninsular  Portland  Cement  Co.,   Cement  City,   Mich.,  vs. 
Director  General  Payne,  as  agent,  Cincinnati  Northern.  «-*. 

Unjust,  unreasonable,  unjustly  disfc'rihiinatory,  unduly  prefer- 
ential or  prejudicial  rates  on  quarry  waste  or  screenings  from 
Lewisburg.  O.,  to  Cement  City,  Mich.  Asks  cease  and  desist  order, 
just  and  reasonable  rates  and  reparation. 

No.    12463.     Monsanto   Chemical  Works,   St.    Louis,   Mo.,    vs.    B.    &   O., 
Payne  et  al. 

Unjust  and  unreasonable  rates  on  tea  waste  from  New  York, 
N.  Y..  to  St.  Louis.  Asks  cease  and  desist  order,  just  and  reason- 
able rates  and  reparation. 

No.   12464.     Monsanto  Chemical  Works,   St.   Louis,  vs.   A.   T.    &   S.   F., 
Payne  et  al. 

Unjust  and  unreasonable  rates  on  tea  waste  from  San  Fran- 
cisco to  St.  Louis.  Asks  cease  and  desist  order,  just  and  reason- 
able rates  and  reparation. 

No.    12465.     The   Silica   Sand  Producers'    Traffic   Assn.   et   al.,    Chicago 
and  Syracuse,  N.  Y.,  vs.  C.  B.  &  Q.,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  sand  from  Ottawa,  Oregon, 
Millington  and  Wedron,  111.,  to  Syracuse.  N.  Y.  Asks  cease  and 
desist  order,  just  and  reasonable  rates  and  reparation. 

No.    12466.      Mid-Co.    Gasoline    Co.,    Tulsa,    Okla.,    vs.    M.    K.    &    T.    of 
Texas,  Payne  et  al. 

Unjust,  unreasonable  rates  on  ^petroleum  oil  and  its  products 
from  Wichita  Falls,  Tex.,  to  Dewey  and  Oilton,  Okla.  Asfls  Com- 
mission to  authorize  defendants  to  waiver  charges  claimed  to  be 
unreasonable  and  for  a  rate  of  39%c  per  100  Ibs. 

No.  12467.     Los  Angeles  Ice  and  Cold  Storage  Co.,  Los  Angeles,  Calif., 
vs.  Central  R.  R.  of  N.  J.,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  corrugated  or  indented  paper 
bottle  neck  covers  from  Vineland.  N.  J..  to  Los  Angeles.  Asks 
cease  and  desist  order,  just  and  reasonable  rates  and  reparation. 

No.    12468.      The    Silica    Sand    Producers'    Traffic    Assn.,    Chicago,    vs. 
Pennsylvania,  Payne  et  al.. 

Alleges  that  rates  on  sand  from  Ottawa,  Oregon,  Millington  and 
Wedron,  111.,  to  Anderson,  Ind.,  are  in  violation  of  section  4,  Inter- 
state Commerce  Act,  in  that  through  rates  exceed  aggregate  of 
intermediates.  Asks  cease  and  desist  order,  just  and  reasonable 
rates  and  reparation. 

No.  12469.    The  Silica  Sand  Producers'  Traffic  Assn.,  Chicago,  vs.  Mo. 
Pac.,  Payne  et  al. 

Unreasonable  and  unduly  prejudicial  rates  on  sand  from  Ottawa, 
Oregon,  Millington  and  Wedron,  111.,  to  Armourdale,  Kan.  Asks 
cease  and  desist  order,  just  and  reasonable  rates  and  reparation. 

No.   12470.     The  Rock  Products  Traffic  League,  Chicago,   vs.   B.   &  O., 
Payne  et  al. 

Unjust  and  unreasonable  rates  on  flint  pebbles  and  flint  brick 
from  Atlantic  ports  of  entry  of  Boston,  New  York  and  Baltimore 
to  Silica,  East  Liverpool  and  Laughlin,  O.  Asks  cease  and  desist 
order,  rates  which  will  not  exceed  those  contemporaneously  applied 
to  glass  sand  and  pulverized  flint  and  reparation. 

No.   12471.     L.   V.    Nicholas  Oil   Co.    et  al.,   Omaha,   Neb.,   vs.   A.   T.   & 
S.  F.  et  al. 

Excessive,  unjust  and  unreasonable  rates  on  petroleum  distil- 
late, petroleum  road  oil  and  petroleum  fuel  oil  from  Cushing, 
Okla..  Independence,  Kan.,  Coffeyville,  Kan.,  LeRoy,  Kan.,  to 
Omaha.  Neb.,  Council  Bluffs,  Ta.,  Florence,  Neb.  and  Ralston. 
Neb.  Asks  cease  and  desist  order,  just  and  reasonable  rates  and 
reparation. 

No.   12472.     The   Miller   Petroleum   Co.   et   al.,   Kansas   City,   Mo.,   vs. 
A.  T.  &  S.  F.  et  al. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  fuel 
oil  and  crude  oil  from  Lazarus,  Vernon  and  LeRoy,  Kan.,  to  Smith 
Center,  Kan.  Asks  reparation. 

No.  12473.   Keokuk  (la.)  Electric  Co.  vs.  Arkansas  CentraI4  Payne  et  al. 
Unjust   and    unreasonable,    unjustly    discriminatory,  •Tftnruly    and 
unreasonably  prejudicial  rates  on  gas  oil   from   Kansas  City,  Mo., 
and  from   Kansas  and   Oklahoma  refineries  to  Keokuk,   la.      Asks 
cease  and  desist  order,  .lust  and  reasonable  rates  and  reparation. 
No.  12474.    Texas  Live  Stock  Shippers'  Protective  League,  Ft.  Worth, 
Tex.,  vs.  Chicago,  Rock  Island  &  Gulf,  Payne  et  al. 


Unjust,  unreasonable,   unjustly  discriminatory  and  unduly  pref- 
erential or  rejudicial  charges  for  the  transporation  of  stock  cattle 
due  to  unreasonable  and  unjust  weights.     Asks  reparation. 
No.   12475.     Murray  &  Layne  Co.,  Deming,   N.   M.,  vs.   A.   T.   &  S.  F.. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates 
on  apples  from  Monitor,  Wash.,  and  Wenatchee,  Wash.,  to  Dem- 
ing,  N.  M.  Asks  reparation. 

No.   12476.     Rogers-Brown   Iron   Co.,   Buffalo,   N.    Y.,   vs.   D.   L.    &  W., 
Payne  et  al. 

Complaints  of  defendants'  refusal  to  perform  switching  services 
similar  to  those  furnished  and  provided  for  complainant's  competi- 
tors or  to  allow  and  pay  to  complainant  the  cost  of  performing 
such  services  with  its  own  facilities.  Asks  that  defendants  be 
required  to  make  allowance  for  switching  services  or  that  they  be 
required  to  perform  such  services  and  reparation  of  $73,294.56. 
No.  12477.  Massachusetts  Oil  Refining  Co.,  New  York,  N.  Y.,  vs. 
Boston  &  Albany  et  al. 

Unjust,  unreasonable  and  unduly  prejudicial  rates  on  fuel  oil, 
petroleum  and  petroleum  products  from  East  Braintree,  Mass.,  to 
various  points  in  New  England.  Asks  for  just  and  reasonable 
through  joint  routes  and  joint  rates  and  reparation. 
No.  12479.  The  American  Shipbuilding  Co.  et  al.,  Cleveland,  O.,  vs. 
B.  &  O.,  Payne  et  al. 

Unjust,  unreasonable,  unduly  preferential  rates  which  also  vio- 
late Section  4  on  iron  and  steel  articles  from  various  points  in 
western  Pennsylvania  to  Cleveland  and  Lorain,  O.,  and  Buffalo, 
N.  Y.,  because  in  excess  of  the  combination  of  intermediate  rates. 
Asks  for  just  and  reasonable  rates  and  reparation  of  $250,000. 
No.  12479,  Sub.  No.  1.  Frank  A.  Scott  and  J.  O.  Eaton,  receivers  for 
the  Standard  Parts  Co.,  Cleveland,  O.,  vs.  B.  &  O.,  Payne  et  al. 

Same  complaint  and  same  prayer  as  to  rates  on  iron  and  steel 
articles  from  points  in  western  Pennsylvania  to  Cleveland  and 
Canton,  O.  Asks  reparation  of  $15,000. 

No.  12480.     Davison  &  Namack  Foundry  Co.,  Ballston  Spa,   N.  Y.,  vs. 
Pennsylvania,  Payne  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  sand  and  gravel  from  Millville  and  Clayville,  N.  J., 
to  Ballston  Spa,  N.  Y.  Asks  just  and  reasonable  rates  and  repara- 
tion. 

No.    12481.    H.    J.    Heinz    Co.,    Pittsburgh,    Pa.,    vs.    Pennsylvania    and 
Payne. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential and  prejudicial  rates  on  tomatoes  from  the  Silver  Creek 
district  in  New  York  to  Pittsburgh.  Asks  just  and  reasonable 
rates  not  exceeding  60  per  cent  of  fourth  class  and  reparation  of 
$95,000. 

No.    12482.     Ogden  Packing   &   Provision   Co.,   Ogden,   Utah,   vs.   A.   T. 
&  S.  F..  Payne  et  al. 

Unjust,  unreasonable,  unduly  discriminatory  and  unduly  preju- 
dicial rates  on  fresh  meat  and  packing  house  products  from 
Ogden  Utah,  to  Omaha.  Neb.,  Chicago,  111.,  New  York,  N.  Y.,  and 
other  eastern  points.  Asks  cease  and  desist  order,  just  and  rea- 
sonable rates  and  reparation  of  $42,367.87. 

No.   12483.     J.  Hungerford  Smith  Grape  Juice  Co.,   Lawton,  Mich.,  vs. 
A.  T.  &  S.  F.,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  unfermented  grape  juice  from 
Lawton,  Mich.,  to  points  in  Arkansas,  Oklahoma,  Louisiana  and 
Texas.  Asks  cease  and  desist  order,  rates  not  in  excess  of  com- 
modity rates  contemporaneously  in  effect  on  non-alcoholic  bever- 
ages between  the  same  points,  and  reparation  of  $20,000. 
No.  12484.  Inland  Crystal  Salt  Co.,  Salt  Lake  City,  Utah,  vs.  Butte, 
Anaconda  &  Pacific,  Payne  et  al. 

Unjust,  unreasonable  and  prejudicial  rates  on  salt  from  Crystal 
and  Saltair,  Utah,  to  stations  in  Montana,  Idaho  and  Washington. 
Asks  cease  and  desist  order,  just  and  reasonable  rates  and  repara- 
tion of  $11,717.82. 

No.  12485.     Southern  Products  Co.,  Dallas,  Tex.,  vs.  Alabama  &  Vicks- 
burg,  Payne  et  al. 

Unjust   and  unreasonable   rates   on    cotton    for   export   to   Japan 
from    points    of   origin    in   Arkansas,    Louisiana   and    Oklahoma   to 
Seattle  and  Tacoma,   Wash.     Asks   reparation  of  $15,433.26. 
No.   12486.     National  Supply  Co.,  Lincoln,   Neb.,  vs.  C.  B.  &  Q.,  Payne 
et  al 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  lump 
coal  from  West  Clinton,  Ind.,  to  Ottumwa,  la.,  and  other  destina- 
tions on  the  C.  B.  &  Q.  in  Iowa  and  Nebraska.  Asks  cease  and 
desist  order,  just  and  reasonable  rates  and  reparation. 
No.  12487.  International  Paper  Co.,  New  York,  N.  Y.,  vs.  Maine  Cen- 
tral, Payne  et  al. 

Unjust  and  unreasonable  rates  on  newsprint  paper  from  Liver- 
more  Falls,  Me.,  to  New  York,  N.  Y..  for  New  York  Harbor  light- 
erage free  delivery.     Asks  reparation. 
No.  12488.     Morris  &  Co.,  Chicago,  vs.  L.  &  N.  and  Payne. 

Unjust  and   unreasonable   rates   on   various   commodities    to  and 
from   complainant's   packing  house   at  East   St.    Louis.   111.,   due  to 
assessment  of  switching  charges  not  fully  absorbed.     Asks  repara- 
tion. 
No.  12489.     The  Reflnite  Co.,  Omaha,  Neb.,  vs.  C.  B.  &  Q.  and  Payne. 

Excessive,  unjust  and  unreasonable  rates  on  coal  from  various 
points  in  Wyoming  to  Ardmore,  S.  D.  Asks  cease  and  desist 
order,  just  and  reasonable  rates  and  reparation. 

No.   12490.     The   National   Petroleum   Assn.   et   al.,    Cleveland,   O.,   vs. 
Pa..  Payne  et  al. 

Unjust,  unreasonable  and  prejudicial  rates'  .on  petroleum  and  its 
products  from  Rouseville,  McClintoc,  Reno  and  Franklin,  Pa.,  to 
Oil  City,  Pa.,  and  various  interstate  destinations.  Asks  reasonable 
rates  and  reparation. 

No.    12491.     Kohan   &   Falk   Co.,    Spokane,    Wash.,    vs.    Oregon   Short 
Line  et  al. 

Excessive,  unlawful,  unreasonable  and  unduly  prejudicial  rates 
on  scrap  iron  from  Richfield,  Idaho,  to  Seattle,  Wash.  Asks 
reparation. 

No.    12492.      Maine    Spinning   Co.    et   al.,    Providence,    R.    I.,    vs.    Maine 
Central,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  woolen  yarn  from  Skowhegan, 
Me.,  to  points  in  Massachusetts,  Connecticut  and  Rhode  Island. 
Asks  cease  and  desist  order,  just  and  reasonable  rates  and  repara- 
tion. 

No.  12493.     F.  S.  Smith  &  Son,  New  York,  N.'  Y.,  vs.   Beaumont,   Sour 
Lake  &  Western,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  istle  from  Brownsville,  Laredo 
and   Eagle    Pass,    Tex.,    to   various    interstate    destinations.      Asks 
cease  and  desist  order,  just  and  reasonable  rates  and  reparation. 
No.  12494.     Skinner  Mfg.  Co.,  Omaha.  Neb.,  vs.  C.  B.  &  Q.,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  macaroni  products  from 
Omaha,  Neb.,  to  destinations  in  Oklahoma,  Texas,  Arkansas  and 
Louisiana,  in  that  fifth  class  rates  were  applied.  Asks  cease  and 
desist  order,  just  and  reasonable  rates  and  reparation. 
No.  12495.  The  Silica  Sand  Producers'  .Traffic  Assn.  et  al.,  Chicago,  vs. 
Pennsylvania,  Payne  et  al. 

Unjust  and   unreasonable   rates   on   sand   from   Ottawa.   Milling- 
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ton,  Wedron  and  Oregon,  111.,  WBethevan  and  Elwood,  Ind.;  be- 
cause they  exceeded  and  exceed  aggregate  of  intermediates  cur- 
rently in  effect  to  and  from  Gary,  Ind.  Asks  cease  and  desist 
order.  Just  and  reasonable  rates  and  reparation. 

12496.  The  Silica  Sand  Producers'  Traffic  Assn.  et  aL.  Chicago,  vs. 
Pere  Marquette,  Payne  et  al. 

Unjust,  unreasonable  and  unduly  discriminatory  rates  on  sand 
from  Ottawa,  Wedron,  Millington  and  Oregon,  111.,  to  Muskegon, 
Mich.,  In  that  they  exceed  the  aggregate  of  the  intermediates 
contemporaneously  in  effect  to  and  from  Joliet,  111.  Asks  cease 
and  desist  order,  Just  and  reasonable  rates  and  reparation. 

12497.  United  States  of  America  vs.  B.  &  O.,  Payne  et  al. 
Excessive,  unjust  and  unreasonable  rates  on  various  commodi- 
ties, including  shells,  powder,  projectiles,  coal  and  provisions  from 
Lake  Denmark,  N.  J.,  to  various  points  in  the  United  States  and 
Canada,  and  from  said  points  to  Lake  Denmark,  N.  J.    Asks  cease 
and    desist   order,    just   and   reasonable    rates    and    reparation    of 
$110.000. 

12498.  Far  West  Clay  Co.,  Tacoma,  Wash.,  vs.  C.  M.   &  St.  P., 
Payne  et  al. 

Unjust  and  unreasonable  rates  on  coal  from  Wilkeson  group  of 
mines  in  Washington  to  Clay  City,  Wash.  Asks  reparation. 

12499.  Far  West  Clay  Co.,  Tacoma,  Wash.,  vs.  C.  M.  &  St.  P.  and 
Payne. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  coal 
from  Foran  to  Clay  City,  Wash.  Asks  reparation. 

12500.  Chevrolet  Motor  Co.  of  New  York,  New  York,  N.  Y.,  vs. 
Grand  Trunk  Western,  Payne  et  al. 

Unjust,  unreasonable  and  discriminatory  rates  on  tire  carriers 
from  Detroit  and  Jackson,  Mich.,  to  Tarrytown,  N.  Y.,  because 
they  exceeded  those  currently  in  effect  and  applied  on  automo- 
bile parts,  N.  O.  I.  B.  N.,  iron  or  steel,  C.  L.  Asks  that  defendants 
be  required  to  establish  and  maintain  in  their  classification  an 
item  to  cover  tire  carriers,  loose  or  in  packages,  C.  L.,  minimum 
weight  30,000  Ibs.,  at  ratings  not  to  exceed  those  currently  in 
effect  on  automobile  parts,  N.  O.  I.  B«.N.,  iron  or  steel,  and 
reparation. 

12501.  Chevrolet  Motor  Co.   of  California,   New  York,   N.  Y.,  vs. 
Michigan  Central,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  rims  and  component  parts 
thereof  between  Jackson,  Mich.,  and  Oakland,  Calif.,  in  that  the 
rates  on  the  component  parts  exceed  those  currently  in  effect  on 
rims,  C.  L.  Asks  that  defendants  be  required  to.  insert  in  their 
tariff  an  item  to  cover  vehicle  rims,  iron  and  steel,  and  component 
parts,  viz.,  bolts,  nuts,  wedges  and  wrenches  for  the  same,  C.  L., 
minimum  weight  30,000  Ibs.,  at  just  and  reasonable  rates,  and 
reparation. 

12502.  Chevrolet  Motor  Co.   of  St.  Louis,  vs.  Chicago  &  Eastern 
Illinois.  Payne  et  al. 

Unjust  and  unreasonable  rates  on  axles  with  attachments,  mov- 
ing between  Flint,  Mich.,  and  St.  Louis,  Mo.,  in  that  they  exceeded 
rates  on  automobile  parts,  N.  O.  I.  B.  N.,  iron  or  steel.  Asks  that 
defendants  be  required  to  establish  an  item  to  cover  vehicle  parts, 
automobile  parts:  axles  with  attachments,  loose  or  in  packages, 
C.  L.,  minimum  weight  30,000  Ibs.,  subject  to  Rule  34,  at  fifth 
class  and  reparation. 

12503.  Chevrolet  Motor  Co.  of  New  York,  vs.  Grand  Trunk  West- 
ern, Payne  et  al. 

Unjust  and  unreasonable  rates  on  axles  with  attachments  mov- 
ing between  Flint,  Mich.,  and  Tarrytown,  N.  Y.,  for  same  reason  as 
given  in  No.  12502.  Same  prayer. 

12504.  Fort  Worth  Cotton  Oil  Mill  et  al.,  Fort  Worth,  Tex.,  vs. 
Jonesboro,  Lake  City  &  Eastern,  Payne  et  al. 

Excessive,  unjust  and  unreasonable  rates  on  cottonseel  from 
points  of  origin  in  Arkansas  and  Louisiana  to  Fort  Worth,  Tex., 
because  in  excess  of  aggregate  of  intermediate  rates.  Asks  cease 
and  desist  order,  just  and  reasonable  rates  and  reparation. 

12505.  The  Grasselli  Chemical  Co.,  Cleveland,  O.,  vs.  C.  R.  R.  of 
N.  J.  and  Payne. 

Unjust  and  unreasonable  rates  on  coal  and  coke  because  of  un- 
reasonable switching  charges  at  complainant's  plant  at  Grasselli, 
N.  J.  Asks  reparation. 

12506.  Greater  Des  Moines  Committee,   Inc.,   et  al.,   Des  Moines, 
la.,  vs.  Arkansas  Central,  Payne  et  al. 

Unjust,  unreasonable  and  unduly  prejudicial  rates  on  petroleum 
gas  oil  and  fuel  oil  to  Des  Moines  from  the  mid-continent  field 
and  Kansas  City.  Mo. -Kan.  district.  Asks  cease  and  desist  order, 
just  and  reasonable  rates  and  reparation. 

12507.  Carnation  Milk  Products  Co.,  Chicago,   vs.  A.   T.   &  S.  F., 
Payne  et  al. 

Unjust,  unreasonable,  unduly  preferential  or  prejudicial  rates  on 
paper  labels  from  Groups  A,  B,  C,  D.  E  and  F  to  the  Pacific  coast. 
Asks  cease  and  desist  order,  just  and  reasonable  rates  and  repara- 
tion. 

12508.  Illinois  Brick  Co.,  Chicago,  vs.  C.  M.  &  St.  P.  and  Payne. 
Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential or  prejudicial  rates  on  common  brick  from  Shermerville, 
111.,  to  destinations  in  and  about  Chicago,  located  on  C.  M.  &  St. 
P.     Asks  cease  and  desist  order,   just   and   reasonable   rates   and 
reparation. 

12509.  Anaconda  Copper  Mining  Co.,  Anaconda,  Mont.,  vs.  A    T. 
&  S.  F.,  Payne  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unjustly  pref- 
erential and  prejudicial  rates  on  grinding  .pebbles  from  various 
shipping  points  in  California  to  Anaconda,  Mont.  Asks  reparation. 

12510.  Bergman  Produce  Co.  et  al..  Fort  Worth,  Tex.,  vs    Beau- 
mont, Sour  Lake  &  Western,  Payne  et  al. 

Unjust,  unreasonable  and  illegal  rates  on  sweet  potatoes  from 
various  points  in  Texas  to  various  points  in  Louisiana  and  from 
Louisiana  points  to  Texas  points.  Asks  cease  and  desist  order 
just  and  reasonable  rates  and  reparation. 

12511.  Carnation  Milk  Products  Co.,  Chicago,  vs.  Great  Northern 
and  Payne. 

Unjust  and  unreasonable  rates  on  tinplate  from  St.  Paul,  Minn 
to  Kent,   Wash.,   because   of  unjust  and  unreasonable   demurrage 
charges.    Asks  cease  and  desist  order,  just  and  reasonable  demur- 
rage rules  and  regulations  and  reparation. 

12512.  Feeders'  Supply  Co.,  Kansas  City,  Mo.,  vs.  O.  B    &  Q   et  al 
Unjust  and  unreasonable  rates  on  ground  cottonseed  hulls  from 

East  St.  Louis.  111.,  to  Kansas  City,  Mo.  Asks  cease  and  desist 
order  and  reparation. 

12513.  Carnie-Goudie  Mfg.  Co.,  Kansas  City,  Mo.,  vs.  A  T  & 
S.  F.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  canvas  in  the  form  of  tents,  but  unserviceable  for 
s  such,  because  based  on  third  class  rates  in  all  classification 
territories     Asks  Class  6  rating  in  Official  and  Southern  and  Class 
^r«a,tin,F  ln  Western  Classification  territories,  and  reparation 

12513.  Sub.  No.  1.    Same  vs.  Ohio  Electric  Ry.  and  Payne 
Same  complaint  and  prayer. 

a8  Frank  °- Day  &  c°- cin- 


Unjust  and  unreasonable  rates  on  crate  material  from  Dyer. 
Tenn;,  "to  Cincinnati,  in  that  charges  were  collected  on  basis  of 
Southern  Classification  rating  of  5th  class.  Asks  cease  and  desist 
order,  rate  of  19>£c  and  reparation. 

No.  12515.  Swift  &  Co.,  Chicago,  vs.  Kansas  City  Terminal  Ry.  Co., 
Payne  et  al. 

Unjust  and  unreasonable  rates  on  fresh  meat  and  packing  house 
products  in  straight  or  mixed  C.  L.  from  Kansas  City,  Kan.,  St. 
Joseph,  Mo.,  and  Omaha,  Neb.,  to  Ardmore,  Muskogee,  Oklahoma 
City  and  Tulsa,  Okla.  Asks  cease  and  desist  order,  just  and 
reasonable  rates  and  reparation  of  $15,000. 

No.  12516.  David  J.  Ward  and  Arthur  M.  Northrup,  partners  trad- 
ing as  the  John  Bowden  Co.,  Ashley,  Pa.,  and  Salisbury,  Md.,  vs. 
New  York,  Philadelphia  &  Norfolk,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  mine  props  from  points  on 
the  so-called  eastern  shore  in  Virginia,  Maryland  and  Delaware  to 
points  in  Pennsylvania.  Asks  reparation. 

No.  12517.  El  Paso  Chamber  of  Commerce,  El  Paso,  Tex.,  vs.  A.  T. 
&  S.  F;-,  Payne  et  al. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates 
on  fresh  fruits  and  vegetables  in  straight  or  mixed  C.  L.  from 
points  of  origin  in  California  to  El  Paso,  Tex.  Asks  cease  and 
desist  order,  just  and  reasonable  rates  and  reparation. 

No.  12518.  Duluth  (Minn.)  Brewing  and  Malting  Co.  vs.  Northern 
Pacific,  Payne  et  al. 

Unreasonable,  unlawful  and  discriminatory  rates  on  42  carloads 
of  beer  from  Duluth,  Minn.,  to  Fulton  and  East  Dubuque,  111., 
between  July  6,  1916,  and  May  1,  1918.  Asks  cease  and  desist 
order,  just  and  reasonable  rates  and  reparation. 

No.  12519.  The  Central  Iron  and  Steel  Co.,  Harrisburg,  Pa.,  vs.  Penn- 
sylvania and  Payne. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  slabs  from  Claymont,  Del.,  to  Harrisburg,  Pa. 
Asks  reparation. 

No.  12520.  A.  M.  Castle  &  Co.  et  al.,  Chicago,  vs.  C.  M.  &  St.  P.. 
Payne  et  al. 

Unreasonable,  unjust,  excessive  and  unduly  discriminatory 
rates  on  iron  and  steel  articles  from  Chicago  to  Bakersfield.  Calif. 
Asks  cease  and  desist  order,  just,  reasonable  and  non-discrim- 
inatory rates  and  reparation. 

No.  12521.  Clinchfield  Portland  Cement  Co.,  Kingsport,  Tenn.,  vs. 
Southern,  Payne  et  al. 

Excessive,  unjust  and  unreasonable  rates  on  lime  rock  from 
Marcem  and  Speers  Ferry,  Va.,  to  Kingsport,  Tenn.  Asks  just 
and  reasonable  rates,  cease  and  desist  order  and  reparation. 

No.  12522.  George  M.  Champlin,  receiver,  Ekenburg  Co.,  Cortland, 
N.  Y.,  vs.  Lehigh  Valley,  Payne  et  al. 

Unjust,  unreasonable,  prejudicial  and  discriminatory  rates  on 
compound  flour  (self-rising)  from  Cortland,  N.  Y.,  to  various  des- 
tinations in  Official  Classification  territory.  Asks  reparation. 

No.  12523.  Beaumont  (Tex.)  Chamber  of  Commerce  vs.  Louisiana 
Western,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  coke  from  Beaumont,  Tex.,  to 
Lake  Charles,  La.  Asks  cease  and  desist  order,  just  and  reason- 
able rates  and  reparation. 

No.  12524.  Indiana  Cotton  Mills,  Cannelton,  Ind.,  vs.  Southern  and) 
Payne. 

Unjust  and  unreasonable  rates  on  bituminous  coal  from  mines 
on  Southern,  near  Oakland  City  and  Boonville,  Ind.,  and  from 
Winslow,  Ind.,  to  Cannelton,  Ind.  Asks  just  and  reasonable  rates 
and  reparation. 

No.  12524,  Sub.  No.  1.  John  Obrecht  Sons'  Mfg.  Co.,  Tell  City,  Ind.,  vs. 
Same. 

Same  complaint  and  prayer  as  to  shipments  of  coal  to  Tell  City, 
Ind. 

No.  12524,  Sub.  No.  2.   Tell  City  Woolen  Mills,  Tell  City,  Ind.,  vs.  Same. 
Same  complaint  and  prayer  as  to  shipments  of  coal  to  Tell  City, 
Ind. 

No.  12525.  Standard  Rail  and  Steel  Co.,  St.  Louis,  vs.  Mo.  Pac.,  Payne 
et  al. 

Unjust  and  unreasonable  rates  on  scrap  iron  from  Hot  Springs. 
Ark.,  to  Quincy,  111.  Asks  just  and  reasonable  rates  and  repara- 
tion. 

No.  12526.  Standard  Rail  and  Steel  Co.,  St.  Louis,  vs.  C.  R.  I.  &  P. 
and  Payne. 

Unjust  and  unreasonable  rates  on  scrap  iron  from  Silvis,  111., 
to  Moline,  111.  Asks  reparation  down  to  basis  of  subsequently 
established  rate. 

No.  12527.  Standard  Rail  and  Steel  Co.,  St.  Louis,  vs.  Wabash. 
Payne  et  al. 

Unjust  and  unreasonable  rates  on  scrap  iron  from  Pine  Bluff. 
Ark.,  to  Quincy,  III.  Asks  just  and  reasonable  rates  and  repara- 
tion. 

No.  12528.  Standard  Rail  and  Steel  Co.,  St.  Louis,  vs.  L.  &  N.,  Payne 
et  al. 

Unjust  and  unreasonable  rates  on  old  rails  from  Lafayette,  Ind., 
to  Mobile,  Ala.    Asks  just  and  reasonable  rates  and  reparation. 
No.  12529.   Wayne  Coal  Co.  vs.  Pittsburgh  &  West  Virginia  and  Payne. 
Unjust  and  discriminatory  ratings  in  connection  with  distribu- 
tion of  coal  cars  at  complainant's  mines  on  line  of  Pittsburgh  & 
West  Virginia.     Asks  for  just  and  reasonable  ratings  and  repara- 
tion. 

No.  12529,  Sub.  1.    Same  vs.  Pittsburgh  &  West  Virginia. 

Same  complaint  and  prayer  as  to  discrimination  in  favor  of 
Pittsburgh  Terminal  Railroad  and  Coal  Co. 

No.  12531.  Arkansas  Natural  Gas  Co.,  Pittsburgh,  Pa.,  vs.  Louisiana 
&  Arkansas,  Payne  et  al. 

Unjust   and   unreasonable,   unjustly   discriminatory,    preferential 

and  prejudicial  rates  on  iron  and  steel  plates  from  Leetsdale,  Pa., 

to  Minden,  La.    Asks  for  just  and  reasonable  rates  and  reparation. 

No.  12532.    The  Fairmont  Creamery  Co.,  Omaha,  Neb.,  vs.  C.  B.  &  Q. 

Unjust,  unreasonable  rates  on  cream  shipped  to  Concordia,  Kan., 
in  L.  C.  L.  quantities,  there  concentrated  into  C.  L.  and  forwarded 
to  Crete,  Neb.,  by  reason  of  concellation  of  C.  L.  rates.  Asks  for 
reparation. 

No.  12533.  American  Fluorspar  Mining,  Leasing  and  Transportation 
Co.,  Wagon  Wheel  Gap,  Colo.,  vs.  Denver  &  Rio  Grande  et  al. 

Unjust,     unreasonable,     discriminatory    and    unduly    prejudicial 

rates  on  fluorspar  between  Wagon  Wheel  Gap,  Colo.,  and  eastern 

consuming  points.    Asks  just  and  reasonable  rates  and  reparation. 

No.  12534.     Baker-Reid  Lumber  Co.  et  al.,  Birmingham,  Ala.,  vs.  B.  & 

O.  et  al. 

Unjust  and  unreasonable  rates  on  lumber  from  Birmingham, 
Ala.,  to  Bunker  Hill,  III.,  reconsigned  to  Canton,  O.,  also  from 
Perry's  Mill.,  Ala.,  to  East  St.  Louis,  reconsigned  to  Detroit;  also 
from  Wetumpka,  Ala.,  to  Herrick,  111.,  reconsigned  to  Dayton,  O. 
Asks  reparation. 

No.  12535.  The  Fairmont  Creamery  Co.,  Omaha,  Neb.,  vs.  A.  T.  &  S. 
S.  F.,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  fuel  oil  from  Kansas  and  Ok- 
lahoma points  to  Grand  Island  and  Crete,  Neb.,  and  Sioux  City, 
la.  Asks  just  and  reasonable  rates  and  reparation. 
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3C  out  of  every  dollar 

1  w  lost  to  shippers 


Safe 
Stub 


If  Tag  is 
destroyed 


Ask  for  Our  Advice 
on  Tafcs 

We  will  &ive  it  at  our  plant 
or  through  our  representa- 
tive gladly  and  without 
obligation.  It  is  the  way 
we  have  built  our  business 
as  tag  specialists. 


Our  Plant  at 

Whipple  Street 

and  Carroll  Avenue 

Chicago 


OUT  of  every  dollar  of  freight  rev- 
enue the  carriers  pay  3.2  cents  in 
loss  and  damage  claims. 

This  loss  must  be  char&ed  a&ainst  all 
shippers,  since  it  has  to  &o  a&ainst  the 
cost  of  doin&  business. 

If  you  pay  the  "insurance"  why  not  be 
insured? 

Duo-Safety 
Shipping  Tags 

Your  Insurance  Against  Lost  Shipments 

HPHIS  type  of  ta&  is  our  exclusive  product. 
-*•  It  costs  more  than  the  ordinary  ta&.  Yet 
its  cost,  per  shipment,  cannot  be  more  than 
one,  two  or  three  mills — a  cheap  insurance 
against  loss. 

The  Tag  with  the  Safety 
Identification  Stub 

The  identification  stub  of  this  tag  cannot  be 
destroyed.  (See  illustration).  The  stub  carries 
your  return  address  or  any  directions  you 
want.  If  the  tag  is  destroyed  most  carriers 
merely  notify  you,  asking  for  further  shipping 
instructions. 

The  goods  go  forward  promptly  and  you 
are  saved  a  disappointed  customer  as  well 
as  saved  from  loss. 

More  than  600  firms  adopted  the 
Duo-Safety  Shipping  Tag  the  first 
year  we  brought  it  out — a  tribute  to 
our  form  of  service,  which  extends 
also  to  work  tags,  coupon  tags  and 
every  known  kind  of  tag. 


Saltt   Office*: 


New  York  City 
St.  Louu,  Mo. 
Denver.  Colo. 
Los  Angeles.  Cal. 
Clereland.  Ohio 


Roche.ter.   N.  Y. 
Milwaukee.  W... 
Kansas  Citjr.  Mo. 
Detroit.  Mich. 
Boston.  Mas*. 


TJVTERNATIONAL. 

SERVICE 
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No.   12536.     The  Automobile  Gasoline  Co.,   St.   Louis,   vs.   C.   C.   C.   & 
St.  L.,  Payne  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial  rates  on   petroleum  and  petroleum  products   from   Roxana, 
111.,  to  St.  Louis.     Asks  for  reparation. 
No.  12537.    Swift  &  Co.,  Chicago,  vs.  C.  B.  &  Q.,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  eggs  from  Clinton,  la.,  to  fc.1 
Paso,  Tex.,  because  in  excess  of  combination  of  locals.  Asks  just 
and  reasonable  rates  and  reparation. 

No.  12538.  Builders'  Brick  Co.  et  al.,  Chicago,  vs.  A.  T.  &  S.  F.  et  al. 
Unjust  and  unreasonable,  unjustly  prejudicial  and  preferential 
rates  on  common  brick  from  complainants'  plants  near  limits  of 
Chicago  switching  district  to  points  within  that  district  by  reason 
of  Commission's  decision  in  Increased  Rates,  1920,  and  application 
of  that  decision  within  Illinois.  Asks  just,  reasonable  and  non- 
discriminatory  rates  and  reparation. 

No.   12539.     Arizona  Packing  Co.,   Cactus,  Ariz.,   vs.   Arizona  Eastern 
.  and  Payne. 

Unjust  and   unreasonable   switching   charges   on   shipments   be- 
tween Cactus   Station   and  complainant's  plant.     Asks  cease   and 
desist  order,  just  and  reasonable  charges  and  reparation. 
No.  12540.     E.  W.  Fallini,  Arrowhead,  Nev.,  vs.  Southern  Pacific  et  al. 
Unjust  and  unreasonable  rates  on  animal  manure  from  Fernley, 
Lovelock  and   Rye   Patch,   Nev..    to   various   destinations  in   Cali- 
fornia.   Asks  cease  and  desist  order  and  just  and  reasonable  rates. 
No.  12541.    Midland  Linseed  Products  Co.,  Edgewater,  N.  J.,  vs.  New 
York,  Susquehanna  &  Western,  Payne  et  al. 

Unreasonable,  unjustly  discriminatory,  unduly  prejudicial  and 
unlawful  rates  on  linseed  oil  from  Edgewater,  N.  J.,  to  Newark. 
N.  J.  Asks  cease  and  desist  order,  just  and  reasonable  rates  and 
reparation. 

No.  12542.    Arizona  Copper  Co.,  Ltd.,  Clifton,  Ariz.,  vs.  Arizona  &  New 
Mexico  et  al. 

Unjust  and  unreasonable  rates  on  fresh  fruit  and  fresh  vege- 
tables from  points  in  California  to  Clifton,  Ariz.  Asks  for  repara- 

No.  12543.     The  Colorado  Fuel  and  Iron  Co.,   Denver,   vs.  Colorado  & 
Wyoming  Ry.  Co.  and  Payne. 

Unjust  and  unreasonable  rates  on  73  carloads  of  spelter  switched 
from  plant  of  U.  S.  Zinc  Co.  at  Blende,  Colo.,  to  Minnequa,  Colo. 
Asks  reparation. 

No.  12544.    Swift  &  Co.,  Chicago,  vs.  Erie,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  fresh  meat  and  packing  house 
products  from  Jersey  City,  N.  J.,  to  Wilkes-Barre.  Pa.,  from 
Hoboken  City,  N.  J.,  to  Weehawken,  N.  J.,  and  from  complain- 
ant's western  plants  to  Jersey  City.  N.  J.  Asks  cease  and  desist 
order,  just  and  reasonable  rates  and  reparation. 

No.  12545.     The  Hebard  Cypress  Co.,   Scranton,   Pa.,   vs.  Aberdeen  & 
Rockflsh,  Payne  et  al. 

Unjust,  unreasonable,  unduly  discriminatory  and  unduly  preju- 
dicial rates  on  cypress  lumber  from  Heljardville,  Ga.,  Hopkins. 
Ga.,  and  Waycross,  Ga..  to  various  interstate  destinations.  Asks 
cease  and  desist  order,  just,  reasonable  and  non-discriminatory 
rates^  and  reparation. 

No.  12546.     Ore  Carrying  Corporation,   Port  Henry,  N.  Y.,  vs.  Central 
K:  ft,  of  N.  J. 

Alleges  that  defendant  refuses  to  grant  to  complainant  increased 
divisions  of  joint  rates  resulting  from  increases  under  Ex  Parte 
74  on  ground  that  complainant  is  not  a  common  carrier.  Asks 
that 'Commission  adjudge  complainant  to  be  common  carrier  and 
entitled  to  receive  divisions  of  joint  rates. 

No.  12547.     Mrs.  E.  F.  Berkley  Jones.  Kirkwood,  Mo.,  vs.  Long  Island 
etaV 

Asks-  that  Commission  hold  unjust  and  unreasonable  paragraph 
(D)  of  Rule  4,  W.  L.  Pratt's  Trf.  I.  C.  C.  10  exempting  carriers 
from  responsibility  for  loss  of  jewelry  enclosed  in  baggage,  com- 
plainant having  lost  jewelry  valued  at  $250  on  journey  from  Man- 
hassett,  L.  I.,  to  Kirkwood.  Mo. 

No.  12548.     Beaumont  (Tex.)  Chamber  of  Commerce  vs.  Kansas  City 
Southern,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  iron  pipe  from  Beaumont. 
Tex.,  to  Chidester,  Ark.  Asks  cease  and  desist  order,  just  and 
reasonable  rates  and  reparation. 

No.  12549.    Gulf  Refining  Co.  of  Louisiana.  Pittsburgh,  Pa.,  vs.  Penn- 
sylvania, Payne  et  al. 

Unjust,  unreasonable  and  discriminatory  rates  on  k.  d.  iron  tank 
material  from  Leetsdale.  Pa.,  to  Dubberly,  La.  Asks  reparation. 

No.  12549,  Sub.   No.  1.     Same  vs.  Same. 

Same  complaint  and  prayer  as  to  shipments  of  k.  d.  steel  tank 
material  from  Leetsdale,  Pa.,  to  Mansfield,  La. 

No.  12550.     The  Barrett  Co..  New  York  City,  vs.  Pennsylvania,  Payne 
et  al. 

Unjust  and  unreasonable  rates  on  roofing  paper  from  Kingston, 
Pa.,  to  various  destinations  and  on  rags  and  paper  stock,  includ- 
ing cottonseed  hull  shavings  and  linters,  to  Kingston  from  various 
destinations  by  reason  of  Pennsylvania's  refusal  to  absorb  en- 
tirely the  rate  from  Latrobe.  Pa.,  to  complainant's  plant  at 
Kingston.  Asks  for  just  and  reasonable  rates  and  reparation. 


No.  12551.    Melcroft  Coal  Co.,  Pittsburgh,  Pa.,  vs.  Indian  Creek  Valley 
Ry.  Co.,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  coal  from  Melcroft,  Pa.,  to 
Jersey  City,  N.  J.  Asks  reparation. 

No.    12552.      The    National   Petroleum   Assn.    et  al.,    Cleveland,    O.,    vs. 
Pennsylvania  and  Payne  et  al. 

Unjust,  unreasonable  and  unduly  prejudicial  rates  on  petroleum 
and  its  products  between  Russell  and  Warren.  Pa.,  and  between 
other  Pennsylvania  points.  Asks  just  and  reasonable  rates  and 
reparation. 

No.   12553.     Indiana  Board  and  Filler  Co.,  Decatur,  Ind.,  vs.  B.  &  O., 
Payne  et  al. 

Unjust  and  unreasonable  rates  on  bituminous  coal  from  Oli- 
phant-Johnson  Coal  Co.'s  mine  on  P.  C.  C.  &  St.  L.  in  Indiana  to 
Vincennes,  Ind.  Asks  reparation. 

No.  12553,  Sub.  No.  1.     Same  vs.  B.  &  O.  and  Payne. 

Unjust  and  unreasonable  rates  on  bituminous  coal  from  Wheat- 
land  to  Vincennes,  Ind.  Asks  reparation. 

No.  12554.    Interstate  Oil  Co.  et  al.,  Sioux  City,  la.,  vs.  A.  T.  &  S.  F., 
Payne  et  al. 

Unjust  and  unreasonable  rates  on  fuel  oil  from  points  of  origin 
in  Kansas,  Missouri  and  Oklahoma  to  Sioux  City,  la.  Asks  cease 
and  desist  order  and  reparation. 

No.  12555.     Interstate  Rice  Milling  Co.,  Eagle  Lake,  Tex.,  vs.  Houston 
East  &  West  Texas,  Payne  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  preju- 
dicial rates,  as  well  as  violative  of  section  4,  on  rough  rice  from 
Hunter,  Ark.,  to  Eagle  Lake,  Tex.,  and  from  Ulm.  Ark.,  to  Eagle 
Lake.  Asks  cease  and  desist  order,  just  and  reasonable  rates  and 
reparation. 

No.   12556.     J.   F.   Bloom  &   Co.,   Omaha,   Neb.,   vs.   Central  Vermont, 
Payne  et  al. 

Excessive,  unjust,  unreasonable  and  unlawful  rates  on  dressed 
marble  and  granite  and  granite  monuments  from  Barre  and  South 
Ryegate,  Vt.,  to  Omaha.  Neb.,  and  Douglas.  Casper  and  Lander, 
Wyo.,  and  on  hammered  and  chiseled  granite  from  Mt.  Airy. 
N.  C..  to  Lander,  Wyo.  Asks  just  and  reasonable  rates  and 
reparation. 

No.   12557.     Northern  West  Virginia  Coal   Operators'  Assn.   vs.   Pitts- 
burgh &  Lake  Erie  et  al. 

Alleges  that  defendants  fail  and  refuse  to  accord  mines  on  the 
Monongahela  Ry.  and  the  Morgantown  &  Wheeling  Ry.  the  same 
coal  car  supply,  on  the  average,  as  is  contemporaneously  accorded 
on  the  average  to  mines  located  on  the  Pennsylvania  Central 
region  and  the  Pittsburgh  &  Lake  Erie.  Ask  just,  reasonable  and 
non-discriminatory  car  service. 

No.  12558.    Jacobson  Bros.,  Duluth,  Minn.,  vs.  Northern  Pacific,  Payne 
et  al. 

Excessive,  unreasonable  and  unlawful  rates  on  one  contractor's 
outfit  from  Alice,  Minn.,  to  New  Duluth.  Minn.  Asks  cease  and 
desist  order,  just  and  reasonable  rates  and  reparation. 

No.  12559.     The  Kaw  River  Sand  and  Material  Co.  et  al.,  Kansas  City, 
Mo.,  vs.  A.  T.  &  S.  F.  et  al. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  sand 
from  Kansas  City,  Muncie  and  Turner,  Kan.,  to  all  points  of  des- 
tination on  defendants'  lines  in  Missouri.  Ask  cease  and  desist 
order  and  just  and  reasonable  and  non-discriminatory  rates. 

No.    12560.      Lackawanna    Steel    Co.    et    al.,    Lackawanna,    N.    Y.,    vs. 
Pennsylvania,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  coal  from  mines  in  Pennsyl- 
vania,   Ohio   and   West    Virginia    to   points    in    New   York.      Asks 
cease  and  desist  order,   just  and  reasonable   rates  and  reparation. 
No.   12561.     Indiahonm  Refining  Co.,    St.    Louis,   Mo.,   vs.    Ahnapee   & 
Western.  Payne  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  preju- 
dicial and  unduly  preferential  rates  on  petroleum  oil  and  products 
from  East  St.  Louis.  111.,  to  points  in  Official  Classification  terri- 
tory, including  points  in  Illinois.  Asks  just,  reasonable  and  non- 
discriminatory  rates,  cease  and  desist  order  and  reparation. 


LOAN    TO   GA.   &   FLA. 

The  Commission,  March  25,  approved  a  loan  of  $800,000  to 
the  receivers  of  the  Georgia  &  Florida  Railway  to  enable  them 
to  meet  maturing  indebtedness  and  to  aid  in  the  making  of 
additions  and  betterments  to  way  and  structures. 


ERIE     RAILROAD     EQUIPMENT 

The  Erie  Railroad  has  been  authorized  by  the  Commission 
to  enter  into  an  equipmeiit  trust  agreement  involving  the  issuance 
of  $4,370,000  of  equipment  trust  certificates,  which  the  Standard 
Steel  Car  Company  has  agreed  to  accept  at  par  value  in  part 
payment  on  rolling  stock  estimated  to  cost  $5,813,108.80. 


Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

April  4 — Philadelphia,  Pa. — Examiner  Howell: 
«  12266 — The  Barrett  Co.  vs.  Pennsylvania  et  al. 

April  4 — Indianapolis,  Ind. — Examiner  Hartman: 

11894 — Indiana  rates,  fares  and  charges.     (Hearing  limited  to  testi- 
mony relative  to  rates  on  coal  and  rates  on  logs.) 

April  4 — Washington,  D.  C. — Examiner  Carter: 
12030— Federal  Valley  R.  R.  Co.  vs.  T.  &  O.  O.  et  al. 

April  5 — Dayton,  O. — Examiner  Wagner: 

I.  and  S.  1311 — Pulp  wood  to  Kingsport,  Tenn.,  from  South  Carolina. 

April  5— Philadelphia,  Pa.— Examiner  Howell: 

2185 — F,.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Director  General 
12185  (Sub.  No.  1)— E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Ware  Shoals 

R.  R.  iv 

12185  (Sub.  No.  2)— E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Laurlnburg- 

&  Southern  R.  R.  et  al 

12185  (Sub.   No.   3)— E.   I.   Du   Pont  de  Nemours  &  Co.  vs.  Georgia 
Southwestern  &  Gulf  R.  R.  et  al. 


12185  (Sub.  Nos.  4  to  13  inclusive) — E.  I.  Du  Pont  de  Nemours  &  Co. 

vs.  Director  General. 
12185  (Sub.  No.  14) — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Aberdeen 

&  Rockfish  R.  R.  et  al. 
12185   (Sub.   Nos.  15,  16  and   17)— E.   I.   Du  Pont  de  Nemours  &  Co. 

vs.  Director  General. 
12150 — Cambria  Steel  Co.  et  al.  vs.  Pennsylvania  et  al. 

April  5— Washington,  D.  C.— Examiner  Carter: 
12124 — W.  A.  Wimsatt  vs.  B.  &  O.  et  al. 

April  5— Memphis,  Tenn. — Examiner  Gaddess: 

I.  and  S.  1303  (first,  second,  third,  fourth  and  fifth  supplemental 
orders) — Kates  to.  from  and  between  points  south  of  the  Ohio 
River,  including  the  Mississippi  valley. 

April  5 — Chicago,  111. — Director  Colston: 

Finance  Docket  1165 — Application  of  the  New  York  Central  R.  R. 
i  "o.  for  a  certificate  of  public  convenience  and  necessity. 

April  6 — Cincinnati.  Ohio — Examiner  Pattison:  " 
12168 — Hamilton   Foundry  and  Machine  Co.   vs.   Director  General. 
12153 — The  Charles  Boldt  Paper  Mills  Co.  vs.  Director  General. 
12173 — Hilb  &  Bauer  vs.  Director  General. 
12263— The  Ault  &  Wiborg  Co.  vs.  L.  &  N.  et  al. 
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Built  as  Carefully  as  the 

Locomotive  That  Hauls  It 


HE  proven  design  and  sturdy  construction  of  "Pennsylvania"  Tank  Cars  embody 
engineering  improvements  and  patented  features  that  have  been 
thought  out  as  carefully  as  those  on  the  modern  locomotive. 

The  New  Type  A-l  Center  Sill,  the  "Pennsylvania"  Center  Anchorage,  the 
Maximum  Dome  Outage,  and  the  simplified  "Pennsylvania"  Uncoupling  Rod 
Arrangement — all  these  are  distinctively  "Pennsylvania"  features  found  only 
on  the  "Pennsylvania"  Tank  Car. 

"After  All,  Service  Counts" 

THE  PENNSYLVANIA  TANK  CAR  COMPANY 


THERE  are  more  than 
5,000  "Pennsylvania" 
Tank  Cars  in  the  Penn- 
sylvania Tank  Line. 
These  cars  are  leased  to 
producers,  refiners  and 
marketers  of  Petroleum 
and  other  Liquid  Prod- 
ucts. Information  rela- 
tive to  leases  and  opera- 
tion may  be  obtained 
from  any  of  the  district 
offices. 

PENNSYLVANIA  TANK  LINE 

SHARON,  PA. 

New  York  St.  Louis 

Houston  San  Francisco 


New  York 


SHARON,  PA. 

St.  Louis  Houston 


San   Francisco 


"Pennsylvania  Tank  Cars  are  used  by  Leaders  of  Industry 
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April  6 — Washington,  D.  C. — Examiner  Carter: 

12134— The  Manufacturers'  Assn.   of  Connecticut,   Inc.,   vs.   Director 
General. 

April  6— Argument  at  Washington.  D.  C.: 
11990— In  the  matter  of  intrastate  rates  of  the  American  Ry.  Express 

Co.  between  points  in  the  state  of  Texas. 
10614 — Grand  Rapids  Plaster  Co.  vs.  Ann  Arbor  et  al. 

April  7 — Kansas  City,  Mo. — Examiner  McGrath: 
12203 — Dewey  Portland  Cement  Co.  vs.  Director  General. 
12152— The  H.  D.  Lee  Flour  Mills  Co.  et  al.  vs.  Director  General. 
April  7 — Argument  at  Washington,  D.  C. : 

11756 — Bangor  &  Aroostook  et  al.  vs.  Aberdeen  &  Rockflsh  et  al. 
10387 — Empire  Steel  and  Iron  Co.  vs.  C.  R.  R.  of  N.  J.  et  al. 
April  7 — Washington,  D.  C. — Examiner  Carter: 

12177— British  United  Shoe  Machinery  Co.,  Ltd.,  vs.  P.  R.  R. 
April  8 — St.  Louis,  Mo. — Examiner  Wagner: 

I.   and   S.    1308 — Heater   service    for   protection   of   fresh   fruits   and 

vegetables. 

April  8 — Argument  at  Washington,  D.  C. : 
12092 — In  the  matter  of  rates,  fares  and  charges  of  the  Steubenville, 

East  Liverpool  &  Beaver  Valley  Traction  Co.  within  the  states  of 

Ohio  and  Pennsylvania. 

April  8 — Shreveport,  La. — Examiner  Archer: 
12172— The  Lodwick  Lumber  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
12232 — Weaver  Bros.  Lumber  Co.  vs.  Director  General. 
12208 — Union  Refining  and  Pipe  Line  Co.,  Inc.,  vs.  M.  K.  &  T.  Ry  of 

T.  et  al. 
April  8 — Washington,  D.  C. — Examiner  Carter: 

12159 — Consolidated  Press  Assn.  vs.  Western  Union  Telegraph  Co. 
April  8 — Milwaukee,  Wis. — Examiner  McQuillan: 

12249 — Pfister  &  Vogel  Leather  Co.,  Milwaukee,  Wis.,  vs.  L.  V.  et  al. 
12275 — Central  Wisconsin  Supply  Co.  vs.  C.  M.  &  St.  P.  et  al. 
April  8 — Kansas  City,  Mo. — Examiner  McGrath: 
12257 — Charles  F.  Arnold  et  al.,  doing  business  as  C.  F.  Arnold  &  Co., 

vs.  T.  &  P.  Ry.  et  al. 

12230— United  Iron  Works,  Inc.,  vs.  A.  T.  &  S.  F.  et  al. 
Portions   of   fourth   section   applications   Nos.    542,    A.   G.    S.   R.   R. ; 

972,  A.   B.  &  A.   R.   R.;  2045,  I.  C.  R.  R.;   1951,  K.  C.  S.  Ry.;  1952, 

L.  &  N.  R.  R.;  4218,  4219  and  4220,  Mo.  Pac.  R.  R.,  and  St.  L.  I.  M. 

&  S.  Ry.;  2138.   M.  &  O.   R.  R.;  458,  N.  C.   &  St.  L.  Ry.;  799,  St. 

L.-S.  F.  Ry.;   1573,   S.  A.   L  Ry.;  1548,  Sou.   Ry.,  and  applications 

filed  on  behalf  of  various  western  carriers. 
April  9 — Argument  at  Washington,  D.  C. : 

11110 — The  Atlas  Portland  Cement  Co.  vs.  Central  Vermont  et  al'. 
11110  (Sub.  No.  1)— The  Atlas  Portland  Cement  Co.  vs.  Boston  & 

Albany  et  al. 
11110   (Sub.   No.  2) — The  Atlas  Portland  Cement  Co.   vs.   Bangor  & 

Aroostook  et  al. 

11110  (Sub.  No.  3)— The  Atlas  Portland  Cement  Co.  vs.  Maine  Cent- 
ral et  al. 
11110  (Sub.  No.  4)— The  Atlas  Portland  Cement  Co.  vs.  Rutland  R.  R. 

et  al. 
11110  (Sub.  No.  5)— The  Atlas  Portland  Cement  Co.  vs.  N.  Y.  N.  H. 

&  H.  et  al. 

11110  (Sub.  No.  6)— The  Atlas  Portland  Cement  Co.  vs.  B.  &  M.  et  al. 
11110  (Sub.  No.  7)— The  Atlas  Portland  Cement  Co.  vs.  N.  Y.  C.  et  al. 
11110  (Sub.  No.  8)— The  Atlas  Portland  Cement  Co.  vs.  C.  N.  E.  et  al. 

April  11 — Washington,  D.  C. — Before  the  Commission: 
*  Finance    Docket   1374 — Application   of  the   Northern   Pacific  Ry.    Co. 
and  the  Great  Northern  Ry.  Co.  for  approval  by  the  Commission 
of   issues   of   securities   to   refund   the   joint   4   per   cent   bonds   of 
applicants  maturing  July  1,  1921. 
April  11— New  York,  N.  Y.— Examiner  Howell: 
12184 — A.  W.  Hillebrand  Co.  vs.  Director  General. 
12187 — A.  W.  Hillebrand  Co.  vs.  Director  General 
12188 — A.  W.  Hillebrand  Co.  vs.  Director  General. 
April  11— Tulsa,  Okla.— Examiner  McGrath: 

12228 — Bradford  Rig  and  Reel  Co.  vs.  A.  T.  &  S.  F.  et  al 
12218— Empire  Refineries,  Inc.,  vs.  A.  T.  &  S.  F.  and  Director  Gen- 
eral. 

12265 — Empire  Refineries,  Inc.,  et  al.  vs.  T.  &  P.  Ry.  et  al 
12240 — Phoenix  Refining  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
April  11— Chicago,  111.— Examiner  McQuillan: 

12157 — Kansas  Rock  Salt  Co.  vs.  A.  T.  &  S.  F.  Ry    et  al 
12163 — Kansas  Rock  Salt  Co.  vs.  Director  General. 
12164 — Kansas  Rock  Salt  Co.  vs.  Director  General. 
April  11 — Louisville,  Ky. — Examiner  Hosmer: 
12253 — The   Goodwin   Preserving  Co.,    Inc.,   vs.    Louisville   Bridge   & 

Terminal  Ry.  et  al. 
April  11 — Lincoln,  Neb. — Examiner  Wilson: 

12262 — National  Supply  Co.  vs.  C.  B.  &  Q.  R.  R.  et  al. 
April  11 — St.  Louis,  Mo. — Examiner  Wagner: 

2155 — Walsh  Fire  Clay  Products  Co.  vs.  Director  General 
12167— Walsh  Fire  Clay  Products  Co.  vs.  C.  &  A.  R.  R.  et  al. 


12216— Walsh  Fire  Clay  Products  Co.  vs.  C.  &  A.  R.  R.  et  al. 
12151 — Corn  Products  Refining  Co.  vs.  Director  General. 

April   11 — Baton  Rouge,  La. — Examiner  Archer: 

12191 — St.   Tammany  Ice  and  Manufacturing  Co.,  Ltd.,  vs.   Director 
General. 

April  11 — Lancaster,  Pa. — Examiner  Satterfield: 
12267 — Lancaster  Steel  Products  Corp.  vs.  B.  &  O.  et  al. 

April  12 — Lake  Charles,  La. — Examiner  Archer: 
10737— Monroe  Shingle  Co.  vs.  St.  L.  S.  W.  et  al. 
7924 — The    Independent    Co-operative     Lumber    Co.     vs.     Louisiana 

Western  et  al. 
8498 — The    Independent    Co-operative    Lumber    Co.    vs.    Abilene    & 

Southern  et  al. 

April  12— Chicago,  111.— Examiner  Pitt: 

*  Fourth  Section  Application  11901,  R.  H.  Countiss. 
April  12 — La  Crosse,  Wis. — Examiner  Clarke: 

*  Finance  Docket  1264 — Application  of  the  Green  Bay  &  Western  R.  R. 

for  a  certificate  of  public  convenience  and  necessity. 
April  12 — Washington,  D.  C. — Examiner  Carter: 

12121 — Ft.  Smith,  Subiaco  &  Rock  Island  R.  R.  Co.  vs.  Aberdeen  & 

Rockfish  et  al. 
April  12 — New  York,  N.  Y. — Examiner  Howell: 

12154 — New  York  and  New  Jersey  Lubricant  Co.  vs.  L.  V.  R.  R.  et  al. 
April  12 — Chicago,  111. — Examiner  McQuillan: 

12189 — Indiana    Reduction    Co.    vs.    Director  General. 

12182 — Darling  &  Co.  vs.  Director  General. 
April  12 — St.  Louis,  Mo. — Examiner  Wagner: 

12215 — East  St.  Louis  Stone  Co.  vs.  Alton  &  Southern  et  al. 

12226 — Mid-Continent  Equipment  and  Machinery  Co.  vs.  M.  &  O. 

Portions  of  fourth  section  application  2138,  M.  &  O.  R.  R. 

12205 — Pioneer  Cooperage  Co.  et  al.  vs.  B.  &  O.  et  al. 
April  12 — Tulsa,  Okla. — Examiner  McGrath: 

12161 — Standard  Asphalt  and  Refining  Co.  vs.  Director  General  and 
Mo.  Pac. 

12181— Standard  Asphalt  and  Refining  Co.  vs.  Midland  Valley  et  al. 

12199 — Standard  Asphalt  and  Refining  Co.  vs.  Mo.  Pac.  et  al. 

12251 — Standard  Asphalt  and  Refining  Co.  vs.  Mo.  Pac.  et  al. 
April  12 — Omaha,  Neb. — Examiner  Wilson: 

11658— Ezra  W.  Cooke  vs.  C.  B.  &  Q. 
April  13 — Chicago,  111. — Examiner  McQuillan: 

*  12277 — William  L.  Carney  vs.  Director  General. 

12222 — Wm.  L.  Carney  vs.  Director  General  and  C.  T.  H.  &  S.  E. 
12247— Wilson  &  Co.,  Inc.,  of  Tenn.,  vs.  A.  T.  &  S.  F.  et  al. 
April  13 — Columbia,  S.  C. — Railroad  Commission  of  South  Carolina: 

*  Finance  Docket  1066 — Application  of  the  Orangeburg  Ry.  for  certifi- 

cate of  public  convenience  and  necessity. 
April  13 — New  York,  N.  Y. — Examiner  Howell: 

12270 — Cheseborough  Mfg.  Co.,  Consolidated,  vs.  P.  R.  R.  et  al. 

12238— Standard  Shipbuilding  Corp.  vs.  Central  of  New  Jersey. 
April  13 — St.  Louis,  Mo. — Examiner  Wagner: 

12241 — Standard  Pencil  Co.  vs.  Director  General. 

12255 — Southern  Acid   and  Sulphur  Co.   vs.   Arizona  &   New  Mexico 

et  al. 
April  13 — Binghamton,  N.  Y. — Examiner  Satterfield: 

12243 — Endicott-Johnson  Corporation  vs.  Erie. 
April  13 — Paducah,  Ky. — Examiner  Hosmer: 

12190— A.  B.  Smith  et  al.  vs.  111.  Cent,  et  al. 
April  13 — Boise,  Ida. — Examiner  Pattison: 

12166— Boise  Gas  Light  and  Coke  Co.  vs.  D.  &  R.  G.  et  al. 
April  13 — Argument  at  Washington,  D.  C. : 

11554 — Foster  Lumber  Co.  vs.  Director  General. 

11792— Swift  &  Co.  vs.  C.  B.  &  Q.  et  al. 

11459— A.  M.  Todd  Co.  vs.  Ann  Arbor  et  al. 

I.  and   S.  1296 — Interchangeable  acceptance  of  60-trip   commutation 

tickets. 
April  14 — Marinette,  Wis. — Examiner  Clarke: 

*  Finance    Docket    1269 — Application   of    the    Wisconsin    Northwestern 

Ry.  for  a  certificate  of  public  convenience  and  necessity. 
April  14 — Chicago,  III. — Examiner  McQuillan: 

12259 — Sargeant  Coal   Co.    et  al.   vs.   Evansville,    Suburban   &   New- 
burgh  Ry.  et  al. 

12260— The  Loewenthal  Co.  et  al.  vs.  C.  &  N.  W.  et  al. 
April  14 — Port  Arthur,  Tex. — Examiner  Archer: 

I.  and  S.  1304 — Interchange  switching  of  lumber  and  timber  at  Port 

Arthur,  Tex. 
April  14 — St.  Louis,  Mo. — Examiner  Wagner: 

12006 — Keokuk  &  Hamilton  Bridge  Co.  vs.  Wabash  et  al. 
April  14 — Ft.  Wayne,  Ind. — Examiner  Steer: 

12248— Ft.  Wayne  Corrugated  Paper  Co.  vs.  Director  General. 
April  14 — Cairo,  111. — Examiner  Hosmer: 

12239 — Cairo  Assn.  of  Commerce  vs.  A.  T.  &  S.  F.  et  al. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

Memphis,  Tennessee,  beginning  April  5th — I.  &  S.  DOCKET  1303,  rates  to,  from  and 
between  points  south  of  the  Ohio  River,  including  the  Mississippi  Valley.  900  tariffs 
under  suspension,  affecting  rates  throughout  the  Southeast  from  Ohio  and  Mississippi 
River  crossings  and  defined  territories. 


Orders  for  transcript  should  be  placed  with  the  offi- 
cial reporters  at  the  earliest  possible  moment  and 
before  transcription  begins,  which  will  be  no  later 
than  April  6th. 


The  charge,  as  fixed  by  the  Commission,  is 
cents  per  page  for  each  copy  furnished. 

Our   representative   and    reporter,   Mr.    George   C. 
Button,  will  be  at  Hotel  Chisca,  Memphis,  Tennessee. 


THE  STATE  LAW  REPORTING  COMPANY, 
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April  2, 


THE    TRAFFIC     WORLD 


743 


Tariff  Information 


Blakely  Printing  Co. 

418  So.  Market  St. 

Chicago  Railway  Printing  Co. 

720  So.  Dearborn  St. 

Excelsior  Printing  Co. 

732  Federal  St. 

The  Faithorn  Company 

500  Sherman  St. 

Faulkner-Ryan  Company 

712  Federal  St. 

Gunthorp-Warren  Printing  Co. 

133  So.  Clark  St. 

Hedstrom-Barry  Co. 

618  Sherman  St. 

Hillison  &  Etten  Co. 

638  Federal  St. 

F.  J.  Riley  Printing  Co. 

501  So.  La  SaOe  St. 

Henry  O.  Shepard  Co. 

632  Sherman  St. 


HE  additional  Tariff 
facilities  that  you  will 
need  at  the  last  mo- 
ment are  in  Chicago. 

The  plants  below  have 
a  capacity  of  40, 000 
pages  per  month. 

Get  in  touch  with  one 
or  more  of  them  now 
so  that  you  are  estab- 
lished as  a  regular 
buyer  in  the  largest 
tariff  market  in  the 
world. 
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April  14— Argument  at  Washington,  D.  C.: 
11187— Henry  W.  Peabody  &  Co.  vs.  C.  M.  &  St.  P.  Ry.  et  al. 
11268 — Ringwood  Company  vs.  Erie  R.  R.  et  al. 
11359— Wharton  Steel  Co.  vs.  Pa.  R.  R.  et  al. 
11360— Mount  Hope  Mineral  R.  R.  Co.  vs.  C.  R.  R.  of  N.  J.  et  al. 

April  15 — Oklahoma  City,  Okla. — Kxaminer  McGrath: 

12256— Coate  Oil  Corporation  et  al.  vs.  A.  B.  &  A.  Ry.  et  al. 

Portions  of  fourth  section  application  No.  700,  F.  A.  Iceland. 

12165—1.  L.  Gilmore  et  al.  vs.  M.  K.  &  T.  et  al. 
April  15 — Chicago,  111.— Examiner  McQuillan: 

12264 — American  Manganese  Steel  Co.,  Inc.,  vs.  B.  &  O.  et  al. 

12271 — Morton  Gregson  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

April  15-^Argument  at  Washington,  D.  C.: 
11531— Appalachian  Marble  Co.  vs.  Director  General  et  al. 
11634 — Fairchild   Lumber   and   Coal    Co.    vs.    Birmingham    Southern 

11634  (Sub.   No.  1) — James  Meager  vs.  Birmingham  Southern  et  al. 
11682 — Chamber  of  Commerce  of  Selma,  Ala.,  et  al.  vs.  L.  &  N.  et  al. 
11638 — Little  Cahaba  Coal  Co.  vs.  Birmingham  Southern  et  al. 
April  15 — Sioux  Falls,  S.  D. — Examiner  Wilson: 
12268 — Board  of  Railroad  Commissioners  of  South  Dakota  vs.   C.  & 

N.  W.  et  al. 

April  16 — Beaumont,  Tex. — Examiner  Archer: 
12100 — Beaumont  Chamber  of  Commerce  vs.   Beaumont  Wharf  and 

Terminal  Co.  et  al. 
12100    (Sub.    No.    1) — Beaumont   Chamber   of   Commerce    et   al.    vs. 

Beaumont,  Sour  Lake  &  Western  et  al. 
April  16 — St.  Louis,  Mo. — Examiner  Wagner: 
12196 — The  Green  Rock  Coal  Co.  vs.  Big  Sandy  &  Kentucky  River 

Ry.  et  al. 

April  16 — Grand  Rapids,  Mich. — Examiner  Steer: 
12252 — The  American  Fibre  Package  Co.  Div.  et  al.  vs.  C.  &  N.  W. 

Ry.  et  al. 

April  16 — Providence,  R.  I. — Examiner  Satterfield: 
12236 — Providence  Fruit  and  Produce  Exchange  et  al.   vs.   S.  A.   L. 

Ry.  et  al. 

April  16 — Seattle,  Wash. — Examiner  Pattison: 
12211— Haskins  Bros.  &  Co.  vs.  C.  B.  &  Q.  et  al. 
12158 — Frye  &  Co.  vs.  Great  Northern  et  al. 
April  16 — Albany,  N.  Y. — Examiner  Howell: 

11623 — In  the  matter  of  rates,  fares  and  charges  of  the  New  York 
Central  R.   R.   Co.  and  other  railroad  companies   in  the   state   of 
New  York.     (Reopened  for  further  hearing  as  to  Fonda,  Johnstown 
and  Gloversville  rates,  fares  and  charges.) 
April  16 — Oklahoma  City.  Okla. — Examiner  McGrath: 
12244 — The    Corporation    Commission    of    Oklahoma    vs,    Abilene    & 

Southern  et  al. 
April  16 — Sioux  Falls,   S.   D. — Examiner  Wilson: 

12026 — Board  of  Railroad  Commissioners  of  South  Dakota  vs.  Ahna- 

pee  &  Western  et  al. 

April  16 — Argument  at  Washington  D.  C.: 
11490 — Chicago  Sand  and  Gravel  Producers  et  al.  vs.  A.  T.  &  S.  F. 

et  al. 

11465 — Manufacturers'  Assn.  of  York,  Pa.,  vs.  Pa.  R.  R.  et  al. 
April  18 — Boston,  Mass. — Examiner  Satterfleld: 
12148 — Andrew  Dutton  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
12221 — Stetson,  Cutler  &  Co.  vs.  Bangor  &  Aroostook  et  al. 


April  18 — Houston,  Tex. — Examiner  Archer: 

12212— Humble  Oil  and  Refining  Co.  vs.  Director  General. 
April  18— Philadelphia,  Pa. — Examiner  Barclay: 

12066 — Construction  and  repair  of  railway  equipment  (with  reference 
to  locomotive  equipment  of  the  Pennsylvania  R.  R.  and  affiliated 
lines.) 
April  18 — Birmingham,  Ala. — Examiner  Hosmer: 

12120 — Corona  Coal  Co.  vs.  Miss.-Warrior  Service  et  al. 

12250— Wm.  Danzer  &  Co.,  Inc.,  vs.  G.  &  S.  I.  R.  R.  et  al. 
April  18 — Chicago,  111. — Examiner  McQuillan: 

12174 — Swift  &  Co.  vs.  Southern  Pacific  et  al. 

12207— Swift  &  Co.  vs.  C.  R.  I.  &  P.  et  al. 

12175— Morris  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 

12176 — Morris  &  Co.  vs.  Chicago  Junction  Ry.  et  al. 
April  18 — Oklahoma  City,  Okla. — Examiner  McGrath: 

11468 — Bartlesville  Zinc  Co.  vs.  Director  General. 
April  18 — Detroit,  Mich. — Examiner  Steer: 

12186 — General  Motors  Corporation  vs.  Director  General. 

12235 — Michigan  Manufacturers'  Assn.  et  al.  vs.  C.  &  O.  Ry.  et  al. 
April  18 — Argument  at  Washington,  D.  C.: 

11743 — Penn  Seaboard  Steel  Corporation  vs.  Director  General. 

11749 — Minute  Tapioca  Co.  vs.  Boston  &  Maine  et  al. 

11614 — Fels  &  Co.  vs.  B.  &  O.  et  al. 
April  19 — Chicago,  111. — Examiner  McQuillan: 

12149 — Armour  &  Co.  vs.  Erie. 

12160 — Armour  &  Co.  vs.  L.  V.  R.  R.  and  Director  General. 

12193— Armour  &  Co.  vs.  M.  K.  &  T.  Ry.  et  al. 

12223 — Armour  &  Co.  vs.  Northern  Pacific  et  al. 
April  19 — St.  Louis,  Mo. — Examiner  Wagner: 

11862 — Missouri  rates  and  charges. 
April  19 — Galveston,  Tex. — Examiner  Archer: 

I.  and  S.  1175— Coffee  from  Galveston.  Tex.,  and  other  gulf  ports. 
April  19 — Argument  at  Washington,  D.  C. : 

I.  and  S.  1272 — Switching  and  absorption  at  Minneapolis,  Minn.,  etc. 

I.  and  S.  1263 — Substitution  of  35  per  cent  for  33%  per  cent  Increase 
in    class    and    commodity    rates    between    eastern    and    southern 
groups  and  the  southwest. 
April  20— Boston,  Mass.— Examiner  Satterfield: 

12194 — Boston  Wool  Trade  Assn.  vs.  Boston  &  Albany  et  al. 
April    20 — Galveston,    Tex. — Examiner   Archer: 

12229— H.  Kempner  vs.  G.  H.  &  S.  A.  et  al. 

12261 — Texas  Star  Flour  Mills  vs.  Director  General. 
April  20 — Portland,  Ore. — Examiner  Pattison: 

12213 — Sullivan  Lumber  Co.  vs.  Director  General. 

12269 — Portland  Traffic  and  Transportation  Assn.  vs.  O.-W.  R.  &  N. 

Co.  et  al. 
April  20 — Argument  at  Washington,  D.  C. : 

I.  and  S.  1297 — Fares  of  the  Washington- Virginia  Ry.  Co. 
April  21 — Montgomery,  Ala. — Examiner  Hosmer: 

12156 — Belser  Grocery  Co.  et  al.  vs.  L.  &  N.  et  al. 

12214 — Surcharge  for  transportation  of  passengers  in  sleeping  caf« 

between  points  in  Alabama. 
April  21 — Chicago,  III. — Examiner  McQuillan: 

12237 — The  Farmers  Square  Deal  Grain  Co.  et  al.  vs.  Fox  &  Illinoil 

Union  Ry.  et  al. 
April  21 — Aberdeen,  S.  D. — Examiner  Wilson: 

12178—  City  of  Aberdeen  vs.  C.  &  N.  W.  et  al. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


GHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate   and   Foreign    Commerce 

Specialist  A  Counsellor 

Bate  Analysis — Claims 

Tranauortatlon  97!  8PITZER  BLDG. 

Traduce  Amusements— Demurrage     TOLEDO,  OHIO 

Generil  Matter!  Kelatins  to  But*. 
Interstate  and  Foreign  Commeroa 


OlOHOK  H.  BBOWN      OIOBOI  L.  BOYL1 

BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  Adjustment* 

and  Practice  before  the  Interstate 

Commerce  Commluion. 

•outturn  Buildint,  Washington,  D.  C 

Telephone  Main  270* 


GEO.    T.    BELL 

COMMERCE  COUNSEL 
1*19-1921.   Executive  Vice-President,   North- 
ern West  Virginia  Coal  Operators'  Associa- 
tion;   1914-1919,    Attorney-Examiner,    Inter- 
State      Commerce      Commission;      1909-1919, 
Commerce   Counsel    for   various    commercial 
organizations  arid  shippers  of  Missouri  River 
cities. 
MUNSEY  BUILDING,  WASHINGTON,  D.  C. 


Harvey  B.  M.  Wilds  Leo  Wing 

WILDS  AND  WING 

ATTORNEYS  AND  COUNSELORS 

Seven  years'  experience  in  all  branches 
of  transportation 

Penobscot  Bldg.  DETROIT,  MICH. 

Phone  Cherry  638 


CHARLES  H.  LAMPEN 
Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


Hickoz  Bldg., 


CLEVELAND,  O. 


CHAS.  E.  COTTERILL 
COMMERCE  COUNSEL 

Suit*     1120    Hurt    Building 

ATLANTA,  GA. 


ARTHUR  B.  HAYES 

ATTORNEY  AT  LAW 
Colorado  Building,  Washington,  D.  C. 

Former    Mtmber  of   th.    Department   of   JurtlM   M 
Solicitor  of   Internal   Revenue 

Interstate    Commerce    Litigation    a 
Specialty 

CLYDE  N.  THOMPSON 

INDUSTRIAL  TRAFFIC   MANAGER 

All     Traffic     and     Transportation     matters. 

Traffic  Service  Rendered  on  monthly 

basis.  Correspondence  solicited. 

McGLONE,    Monroe    County,    West    Virginia 


KARL  KNOX  GARTNER 

(For  a  number  of  yean  Attorney  and  »~-ii*—  Interstate 
Commerce  Commission,  and  prior  thereto  ~rt**  bi  B* 
practice  of  law  at  Louisville,  Ky.) 

Special  attention  to  matter*  be/or*  the  lateratate 
Commerce  Commission,  Income  Tax  Dmlt,  Fedora] 
Trade  Commission,  United  State*  Shipplar  Board. 
Federal  Court*. 

701-706  WOODWARD  BLDQ.,  WASHINGTON 


Wilbur  LaRoe,  Jr. 

Commerce  Counsel 
Southern  Building        Waahlngton,   O.  C. 


EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty   Central    Trust    Building, 

St.  Louis,  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claims. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
•COLORADO    BUILDING 
Telephone,  Main  3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone,   Harrison 


100%  American 


Premier  Fleet 


ATLANTIC-PACIFIC 
EXPRESS  SERVICE 

America's  Coast-to-Coast 
Direct  Fast  Freight 


PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  MOBILE 

DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 
FORTNIGHTLY 

A-l  FAST  STEEL  STEAMERS 

OFFERING 
RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 


For  Rate*  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship  Corp. 

St.  Paul  8476      BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Philadelphia 
Dr«x«l    Bnildinr 

Pittabnrrh 

T  ninn     Arc.dr     Bid*.  $ 

Sarannah.    G«. 
SaTanah    Bank    and    Trust    Bid*. 

LM  Anirlr..  Cal. 
417  Van  Nnja  Bide. 


New    Y.rk 
41  Broadw.r 
Mobil..   Ala. 

W.  Cor.  St.  Frandt  *  Water  Sta. 
Oakland.    Cal. 
Parr  Terminal 
Portland.    Or*. 
Board    of   Trad*   Bide. 


L.    C.    Smith    Bide..    Seattle,    Waeh. 
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4-ONE  BOXES 

Lower  the  Percentage  of  Loss 


Proper  packing  relieves  railway  and  ex- 
press companies  of  much  of  the  financial 
load  caused  by  loss  and  damage  claims, 
pilferage,  etc. 

Starting  shipments  right  is  a  policy 
that  should  command  the  co-operation  of 
transportation  companies  and  all  shippers. 

4-ONE  BOXES,  when  properly  packed 
and  closed,  give  their  contents  maximum 
protection.  Binding  wires  are  stapled  to 
the  sides,  top  and  bottom  of  every  4-ONE 
box  and  carry  the  peak  of  the  load.  The 


ends  of  each  binding  wire  should  be 
securely  twisted  together  to  obtain  the 
combined  holding  power  of  every  wire. 

Use  of  either  of  the  closing  tools  shown 
below,  for  twisting  the  ends  of  each  bind- 
ing wire  together,  is  recommended.  A 
single  operation  makes  the  twist  and 
automatically  removes  the  rough  ends  of 
the  wire.  Knock  the  twist  down  against 
the  side  of  the  box  as  illustrated  above. 

Write  for  free  copy  of  4-ONE  TALKS, 
our  quarterly  bulletin  on  better  packing. 


4-One  Box  Makers  Association 

Dept.  A,  Conway  Bldg.,  Chicago 


Use  Either  of  These  Closing  Tools 


Patent  Applied  For 

Bauwens  Toggle  Twister 


Patent  Applied  For 

Bruce  Twister 


Either  tool  makes  uniformly  good  twists  with  smooth  ends.     No  other  tool  does  the  work  so  well. 


April  9.  1921 
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Speed  and  hill  climbing 

The  present  Pierce  -  Arrows  travel 
from  point  to  point  15%  faster  than 
before*  Their  hill-climbing  ability 
—pulling  out  of  holes  or  through 
sand— is  25%  greater  because  of  the 
Dual  Valve  Engines  in  them* 


Governed  to  an  indicated  speed,  their 
greater  power  permits  them  to  maintain 
their  pace,  so  they  make  more  trips  and 
cover  a  wider  radius  each  working  day. 


icrce 


row 


CHASSIS  PRICES 
2  -ton  $3750 
31-ton    4950 
5  -ton     5700 


AH  Prices  F.O.B.  Buffalo 


THE     FIERCE-ARROW     MOTOR    CAR    COMPANY,    BUFFALO,    N.  Y. 
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LUCKENB ACH  LINES 

Express  Freight  Service 

U.  S.  Mail  Steamers  Twin  Screw  American  Steamers 


New  York 

New  York 

Philadelphia 

New  York     ) 
liai 


Rotterdam 
Rotterdam 


Hamburg 

Amsterdam 
Amsterdam 


^"os  Angeles      San  Francisco 


Ph     d  \  h' 

Through  Bills  of  Lading  issued  to  and  from  Hawaiian  Islands  and  North  Pacific  Ports 

GENERAL  OFFICES:  44  Whitehall  Street,  New  York 


CHICAGO,  Marquette  Building 
T.  J.  McGEOY 

General  Western  Freight  Agent 


MINNEAPOLIS,  Metropolitan  Life  Building 
C.  H.  DRINKWATER 

Northwestern  Freight  Agent 


Philadelphia 
Lafayette  Building 


Los  Angeles 
Central  Building 


St.  Louis 
Pierce  Building 


San  Francisco 
Merchants  Exchange 


CONSOLIDATED 
MACHINERY 
FORWARDING 
SERVICE 

"A  Service  Which  Is  Different" 


Don't  Hesitate — Investigate 

DON'T    hesitate    about    sending    that    shipment    of 
machinery   weighing   from   200   !bs.   to   20,000   Ibs. 
through   us   simply   because   the   Consignee   may  have   requested   it 
routed  over  some  particular  Western  Line  or  route — investigate. 

Yes,  investigate  and  here  is  what  you  will  find  out — you  can  meet  the 
wishes  of  the  Consignee  by  sending  it  to  the  Trans-Continental  Freight 
Co.,  31st  Street  Station,  Philadelphia,  Pa.,  via  the  Philadelphia  & 
Reading  Railway — tell  us  how  it  is  to  travel  beyond,  and  we  will 
put  it  in  our  pool  car  and  send  the  whole  carload  the  route  desired 
by  Consignee. 

Simple,  and  yet — freight  cost  is  saved,  through  car  service  from 
Philadelphia  is  assured,  thus  insuring  less  liability  for  damage,  and 
the  Western  road  your  Consignee  picked  out  gets  a  full  carload 
instead  of  a  small  less  than  carload. 

"Good  idea!"  Sure  it  is  and  not  limited  to  Philadelphia  either — works  out  the 
same  from  Cincinnati  and  Chicago,  East  or  West,  and  effects  decided  savings 
for  machinery  shippers  who  pay  the  freight,  and  who  pay  less  freight  thanks 
to  our  co-operation  and  consolidation. 

TRANS -CONTINENTAL  FREIGHT  COMPANY 

Export  and  Domestic  Freight  Forwarders 

Consolidators  of  Machinery,  Household  Goods,  Automobiles  and  Pianos 

General  Offices:     203  Dearborn  St.,  Chicago 
Eastern  Office:     Woolworth  Bldg.,  New  York 

Old  South  Building,  Boston  Hippodrome  Building;,  Cleveland 

Ellicott  Square,   Buffalo  Monadnock   Building,   San   Francisco 

Drexel  Building,  Philadelphia  Van  Nuys  Building,   Los  Angeles 

Union  Trust  Building,  Cincinnati  Alaska  Building,  Seattle 

13th  &  Kearney  Sts.,   Portland,   Oregon 

Write  the  Nearest  Office 


The  Traffic  World 

ISSUED  EVERY  SATURDAY  BY 

THE  TRAFFIC  SERVICE  CORPORATION,  CHICAGO,  ILL 

(Copyright,  ,  1921    IWteenth  Yew) 
A  working  tool  for  traffic  men,  both  industrial  and  railroad:  a  national  journal  of  transportation  news;  independent  as  between  carrier  and  shipper 
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E.  p.  HAMM.  President  W.  C.  TYLER.  Secretar -Treasurer 
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H.  W.  KELLOGG.  Advertising  M.na8<" 

B.  0.  HAjiM.  Manager,  A.  E.  HEll 

Special  Service  Dep«rtment,  Washington 


,  Chief. 
Washington  Una  Bureau 


All  subscriptions  are  payable  in  advance  and  renew  automatically  at  end  of  period  unless 
ratification  to  contrary  is  given. 

All  remittances  should  be  made  payable  to  order  of  THE  TRAFFIC  SERVICE  COR- 
"ORATION.  Chicago,  and  should  be  in  Chicago  or  New  York  exchange. 

TERMS  OF  SUBSCRIPTION 

ONE  YEAR JIOOO 

SIX  MONTHS 600 

THREE  MONTHS .    3'00 

SINGLE  COPY .25 


418-430  South  Market  Street, 
CHICAGO,  ILL. 


Colorado  Building, 
WASHINGTON.  D.  C. 


THE  PRESIDENT  AND  TRANSPORTATION 

\\'e  do  not  know  what  President  Harding  expects 
to  say  to  Congress  about  the  railroad  situation  or 
whether  he  expects  to  say  anything.  We  do  believe, 
however,  that  he  has  been  going  about  it  in  a  business- 
like and  intelligent  way  to  inform  himself  in  regard  to 
this  matter.  Our  chief  executive  ought  to  be  informed 
and  the  only  way  to  get  real  information  is  to  call  into 
conference  those  who  know.  We  are  inclined  to  think 
that  the  more  President  Harding  learns  about  the 
transportation  situation  the  less  he  will  be  inclined  to 
treat  it  in  his  message  to  Congress,  except  as  he  might, 
perhaps,  touch  on  it  in  a  review  of  business  conditions. 
But  as  to  legislation  recommendations — which  is  the 
subject  usually  in  mind  when  one  speaks  of  a  Presi- 
dent's message  to  Congress- — we  do  not  think  there 
ought  to  be  any,  at  least  of  a  major  character.  There 
may  be  some  minor  matters  that  the  President  could 
suggest  if  he  cared  to  go  into  such  detail.  But  the 
thing  that  is  known  as  the  railroad  "situation"  is  not 
to  be  cured  by  legislation.  It  is  caused  by  depressed 
IniMiiess  conditions  generally  and  by  an  overload  of  ex- 
pense as  compared  with  revenue. 

It  is  true  that  the  President  might  suggest  to  Con- 
gress the  propriety  of  some  such  investigation  as  is  pro- 
posed by  Senator  Cummins  in  the  resolution  he  intends 
to  introduce,  but  the  more  we  think  about  that  pro- 
po>ed  investigation  the  more  we  think  it  would  be,  in 
large  part,  a  waste  of  time,  even  if  it  developed  the  facts. 
The  facts  are  that  railroad  wages  are  too  high  and  that 
the  national  working  agreements  cause  a  huge  waste  of 
money.  Everybody  who  is  capable  of  having  an  idea 
<>n  the  subject  knows  that,  so  why  have  another  long 
drawn  out,  time-killing  inquiry  to  develop  what  every- 
body already  knows?  The  inquiry  might,  it  is  true, 
bring  out  some  other  valuable  facts,  and  we  have  no  ob- 
jection to  it  if  it  will  start  on  the  assumption  that  wages. 


must  come  clown  and  the  national  agreements  be  abro- 
gated, instead  of  including  those  questions  among  the 
matters  to  be  determined  and  thus,  perhaps,  affording 
excuse  for  others  to  delay  action  until  the  committee 
has  reported.  Senator  Cummins's  committee  may  not 
know  the  facts  but  it  is  not  important  that  it  should 
know  them,  as  we  see  it.  We  want  action  now  on 
known  conditions  without  any  more  hearings,  or  in- 
quiries, or  inquests. 

In  spite  of  what  we  have  said  above,  we  venture 
to  suggest  one  thing  that  the  President  might  say  to 
Congress,  though  perhaps  it  would  be  too  radical  a  thing 
to  expect.  It  is  that  Congress  ascertain  to  its  own  satisfac- 
tion whether  the  Labor  Board  created  by  it  is  function- 
ing properly  and,  if  not,  what  it  ought  to  do  to  correct 
its  ways.  We  are  quite  clear  ourselves  as  to  what  it 
ought  to  do  that  it  has  not  done.  We  should  think  Con- 
gress might  agree  with  us  if  it  investigated.  If  it  did 
agree  it  could  tell  the  Labor  Board  what  to  do  or 
abolish  it  altogether.  We  know  of  no  more  ridiculous 
situation  among  an  intelligent  people  than  one  that  is 
thoroughly  understood  and  admitted  by  all  disinterested 
persons  but  which  remains  the  subject  of  ponderous  in- 
quiry by  a  government  board.  Government  can'  gain 
little  confidence  of  the  public  as  an  agency  for  straight- 
ening out  tangled  business  conditions  when  one  of  the 
arms  of  government,  with  one  of  the  phases  of  the 
tangle  directly  under  its  control,  thus  trifles  and  delays. 
The  action  of  the  Labor  Board  in  setting  a  date 
for  hearing  all  the  specific  wage  disputes  before  it  and 
a  limit  on  the  time  for  receiving  testimony,  we  hope  , 
is  a  sign  that  it  is  beginning  to  appreciate  something 
of  the  importance  of  speed  in  the  matters  under  its 
jurisdiction.  Perhaps  Chairman  Barton's  visit  to  the 
President  was  not  wholly  without  results  other  than  the 
imparting  of  information  to  the  President.  Perhaps  the 
President  himself  had  something  to  impart.  Now  if  we 
can  have  a  time  limit  on  the  national  agreement  matter 
and  a  decision  immediately  after  the  expiration  of  the 
time  limit,  we  shall  be  still  more  highly  pleased. 


EFFECT  OF  RATES  ON  REVENUE 
Chairman  Clark,  of  the  Interstate  Commerce  Com- 
mission, in  his  address  to  the   Railway   Busines>   A 
elation,  said  some  things  that  ought  to  be  taken  to  heart 
by  those  who  have  been  insisting  that  the  high  level  ni 
freight   rates  is  responsible   for  the   falling  off  of  busi- 
ness  and   that,    if   rates    were    reduced,    business   would 
"come   back."     Of  course,   we   do   not   mean   to   convey 
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Start  the  week  right.     Ship  over  the 


"THE  ROAD  OF  SERVICE" 

to  and  from 

Mobile,  Ala.,  New  Orleans,  La.,  Gulfport,  Miss.,  and  Interior 

Mississippi  Valley  Points. 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 

With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville, 
Connersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lanes  Routes. 

J.  A.  SIMMONS,  General  Traffic  Manager  C.  I.  &  W.  R.  R.  Building,  Indianapolis,  Ind.  R.  B.  KINKAID,  Assistant  General  Freight  Agent 

For  information  as  to  Rates,  Routes,  Service,  etc.,  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  have 

*•  L^',RVRJ  ,?2"dill£'  ln««n»PoU«.   Ind.  201    Mercantile    Bnilding,  "Cincinnati,    Ohio.  1210    Barclay   Bid*..    New   York 

Relsch  Building.  Springfield,  El.  337  Marquett*  Bide..  Chicago  728   Moiudnock  Bid*.,  San   Francisco,  Calif. 

M  312   Park   Bld|r-   Pittsburgh.  P«-  609  Wesley-Roberts  Bid*.,  Los  Angeles,  Calif. 


117  R'  ->         V 

Railway  Exchange,  Kansas  City,  Mo. 


. 
41  Porter  Bldg.,  Memphis,  Ten*. 


614  Colman  Bldg..  Seattle,  Wash. 
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ihe  impression  that  Mr.  Clark  is  the  last  word  in  CCO 
nomic  thought  or  that  he  might  not  be  mistaken,  but  he 
is  chairman  of  a  body  whose  duty  it  is  to  consider  this 
subject,  that,  perhaps,  has  given  it  more  consideration 
than  it  has  received  from  any  other  body  or  person,  and 
that  is  entirely  without  bias  or  selfish  interest,  its  pur- 
pose and  function  being  merely  to  fix  rates  that  will 
produce  for  the  carriers  the  net  revenue  prescribed  by 
la\v.  If  it  thought  lower  rates  would  produce  that  rev- 
emu-  it  could  have  no  objection  to  lowering  rates.  In 
tact,  it  has  announced  that  it  is  ready  to  hear  petitions 
for  lower  rates  on  a  showing  that  the  higher  rates  sup- 
press business — as  is,  of  course,  the  case  in  some  in- 
stances. What  Mr.  Clark  is  talking  about  is  the  gen- 
eral level  of  rates — not  exceptional  cases.  Mr.  Clark 
and  his  colleagues  may  be  mistaken  in  their  ideas,  but 
\ve  do  not  think  they  are — not  because  they  are  Mr. 
Clark  et  al.,  but  because  their  ideas  seem  to  agree  with 
the  facts  as  we  understand  them  and  as  we  believe  care- 
ful study  will  show  them  to  be  to  any  who  investigate. 

"It  is  no  time  for  stubborn  thinking,"  says  Mr. 
Clark,  "but  it  is  a  time  to  think  of  facts,  which  are  said 
to  be  stubborn  things.  The  whole  country  and  all  of 
our  people,  excepting  those  who  are  and  have  been 
shamelessly  profiteering,  are  suffering  the  after-effects 
of  a  titanic  war.  In  some  places  the  agriculturist  and 
the  horticulturist  are  leaving  their  crops  to  decay  in  the 
fields  and  on  the  trees  because  they  cannot  sell  them  at 
prices  that  more  than  cover  the  costs  of  harvesting, 
transporting,  and  marketing,  and  yet  the  housekeeper 
purchasing  for  the  home  table  finds  the  cost  of .  such 
commodities  close  to  what  it  was  during  the  active  hos- 
tilities. 

"In  some  quarters  zealous  efforts  are  made  to  have 
it  appear  that  this  situation  is  in  large  part  or  in  the 
main  due  to  high  freight  rates.  The  freight  rates  are 
high.  I  have  yet  to  meet  a  well  informed  man  who 
dors  not  feel  that,  as  a  general  thing,  they  can  be  made 
no  higher  as  a  revenue  measure.  Careful  inquiry  into 
some  distressing  situations  discloses  that  the  utilization 
of  products  is  prevented,  not  by  freight  rates,  but  by 
economic  conditions  and  perhaps  manipulated  markets. 
In  November,  1920,  the  average  ton-mile  revenue  of  the 
railroads  of  the  United  States  was  75.7  per  cent  higher 
than  in  1913.  At  the  same  time  the  wholesale  prices  of 
commodities  that  are  transported  in  large  quantities 
averaged  107  per  cent  higher  than  in  1913,  and  in  May, 
1920,  they  were  172  per  cent  over  1913.  Reference  has 
been  made  to  operating  costs  of  the  railroads.  Until 
the  foundation  has  been  laid  for  widening  the  margin 
between  the  revenue  and  the  cost  of  earning  it,  it  is 
difficult  to  find  justification  for  an  attempt  at  a  general 
reduction  in  rates." 

We  think  that  sums  up  pretty  well  the.  facts  and 
the  logic  of  the  situation  and  ought  to  convince  those 
who  have  been  disposed  really  to  believe  that  the  high 
rates  have  caused  the  slump  in  business  instead  of  the 
slump  in  business  causing  a  falling  off  in  tonnage  and 
so  preventing  the  carriers  from  earning  an  adequate 
revenue  in  spite  of  the  high  rates.  We  say  it  ought  to 
convince  those  who  really  have  been  taken  in  by  the 
false  theory,  but,  of  course,  those  who  have  willfully 


promulgated  false  doctrine  for  their  own  selfish  purp' 
will  not  admit  their  error. 

If  we  just  think  a  little  we  must  see  the  fallacy. 
Suppose,  as  some  advocate,  the  old  level  of  rates  that 
prevailed  before  the  decision  in  Ex  Parte  74  were  re- 
stored. Suppose,  either  because  of  the  restoration  of 
the  old  rates  or  for  some  other  reason,  the  volume  of 
tonnage  that  was  being  carried  at  the  time  that  decision 
was  handed  down  were  also  restored.  Would  the  con- 
dition of  the  carriers  be  satisfactory?  A  little  figuring 
will  show  that  it  would  not.  When  the  Commission's 
decision  was  handed  down,  the  railroads  were  operating 
under  a  deficit.  That  was  the  reason  for  the  decision 
and  for  the  law  under  which  the  decision  was  made 
necessary.  If  the  volume  of  tonnage  had  been  main- 
tained, it  was  figured  that  the  increased  rates  would 
give  the  carriers  a  net  revenue  of  six  per  cent  on  their 
valuation,  as  found  by  the  Commission.  With  the  old 
rates  and  the  large  volume  of  traffic,  such  revenue  was 
impossible.  With  the  new  rates  and  the  decreased 
traffic  it  has  been  equally  impossible,  of  course.  Those 
who  think  the  old  rates  would  restore  the  old  former 
volume  of  traffic  have  only  to  look  at  the  figures  to  an- 
swer the  question  as  to  what  the  effect  on  the  revenue 
of  the  carriers  would  be,  even  if  their  theory  is  correct. 
And  those  who  believe  that  a  restoration  of  the  old  rates 
would  restore  the  former  volume  of  traffic  are  strangely 
ignorant  or  unmindful  of  other  economic  factors  in  the 
business  situation.  Transportation  is  merely  one  of 
many  costs  that  the  producer  has  to  consider  and  high 
transportation  is  merely  one  of  the  elements  in  the  cost 
of  marketing  a  product. 

Of  course,  how  much  traffic  might  be  increased  by 
a  lowering  of  rates  and  how  much  it  is  curtailed  by 
high  rates  is  largely  speculative.  About  the  most  that 
can  be  said — always  excepting  special  cases  where  direct 
cause  and  effect  can  be  shown — is  that  the  tendency  of 
high  rates  is  to  lessen  business,  and  vice  versa.  And 
yet,  in  regard  to  passenger  traffic,  for  instance,  those 
who  argue  that  lower  rates  would  greatly  increase  travel 
may  be  surprised  to  learn  that  the  figures  show  that  in 
the  four  months,  September  to  December,  1920,  under 
the  high  rates,  the  total  number  of  passengers  carried 
by  the  railroads  of  the  country  was  slightly  greater  than 
in  the  same  months  of  1919  under  the  old  rates,  while 
the  number  of  passengers  carried  one  mile  was  only 
two-tenths  of  one  per  cent  less,  in  those  four  months, 
under  the  higher  than  under  the  lower  rates.  Of  course, 
the  answer  might  be  made  that  no  one  can  tell  how 
many  more  passengers  might  have  been  carried  in  1920 
if  the  rates  had  not  been  increased,  and  that  is  true.  It 
is  also  true  that  no  one  can  tell  whether  any  more  would 
have  been  carried  or  whether  there  might  not  have  been 
fewer  carried.  It  is  all  a  guess.  Our  point  is,  in  this 
matter,  merely  that  the  advanced  rates  did  not  cause 
a  great  falling  off  in  business  and  that,  therefore,  the 
advanced  rates  have  meant  more  revenue  for  the  car- 
riers than  they  would  otherwise  have  earned. 

Mr.  Clark  is  sensible  as  well  as  optimistic  with  re- 
spect to  present-day  conditions  and  the  outlook  for  im- 
provement, realizing  that  the  railroads  and  those  who 
buy  transportation  are  not  the  only  sufferers.  "I  desire 
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to  make  it  clear,"  he  says,  "that  although  I  have  re- 
ferred to  some  of  the  troublesome  problems,  I  am  still 
an  optimist  and  not  pessimistic  on  this  subject.  We  all 
must  suffer  in  varying  degrees  under  the  conditions 
which  obtain  in  the  world  and  affect  our  country,  but 
we  should  not  lose  sight  of  the  fact  that  those  condi- 
tions bear  upon  us  with  less  severity  than  they  do  on 
most  people ;  that  we  have  recuperative  powers  which 
far  exceed  those  of  any  other  nation,  and  if  we  can  have 
a  co-operative  spirit  along  right  lines  and  recognition 
of  the  difficulties  and  the  rights  of  others,  and  an 
earnest  effort  to  bring  about  at  the  earliest  date  those 
conditions  which  we  would  like  to  have  obtain,  we  will 
soon  be  looking  upon  the  troubles  of  the  present  day  as 
troubles  of  the  past,  and  will  find  our  country  as  well 
as  ourselves  in  a  better  position,  a  better  condition,  and 
a  better  frame  of  mind  and  with  more  lofty  resolves  for 
the  future  than  we  had  before." 


HARDING  AND  THE  RAILROADS 

The  Traffic  World   Washington  Bureau 

After  the  semi-weekly  cabinet  meeting  on  April  1,  at  which 
the  transportation  problem  was  discussed.  President  Harding 
made  it  clear  that  the  administration  had  formed  no  policy  with 
respect  to  the  railroads  and  that  what  he  desired  was  to  get  as 
much  light  on  the  situation  as  possible  from  all  sides.  It  was  in- 
dicated that,  from  time  to  time,  the  President  would  confer  with 
those  who  have  information  for  him  on  the  subject.  Any  impres- 
sion that  the  President  is  preparing  to  act  independently  of  the 
bodies  created  by  law  and  clothed  with  regulatory  power  over 
the  railroads,  it  is  believed,  would  be  erroneous.  Apparently  the 
President  holds  the  belief  that  the  situation  has  not  reached  the 
point  where  the  Labor  Board  and  the  Commission  are  powerless 
to  meet  existing  conditions  in  the  transportation  field. 

The  President  indicated  late  April  1  that  he  was  not  pre- 
pared to  discuss  the  appeal  by  B.  M.  Jewell,  president  of  the 
railway  employes'  department  of  the  American  Federation  of 
Labor,  that  the  President  call  a  conference  between  the  rail- 
way executives  and  the  labor  unions  for  the  purpose  of  under- 
taking to  compose  the  differences  on  all  points  in  dispute. 

The  Jewell  telegram  was  regarded  in  high  administration  cir- 
cles as  raising  the  fundamental  question  of  whether  the  national 
agreements  negotiated  by  the  Railroad  Administration  extended 
beyond  the  period  of  federal  control.  It  is  understood  that  the 
telegram  was  discussed  from  that  viewpoint  in  the  cabinet  meet- 
in,  although  it  is  known  that  the  administration  regards  that  as 
an  issue  to  be  settled,  not  by  the  President,  but  by  the  Railroad 
Labor  Board.  The  Jewell  appeal  further  brought  out  the  thought 
that  if  the  national  agreements,  or  others  similar  to  them,  are  to 
be  sustained,  the  result  would  be  the  elimination  of  the  right  of 
the  employer  to  negotiate  with  his  employers  or,  vice  versa,  the 
right  of  the  employes  to  negotiate  with  their  employer,  and  the 
further  question  that,  if  the  agreements  are  sustained,  whether 
that  would  not  put  the  stamp  of  approval  on  national  agreements 
for  all  industry. 

The  indications  were  that  the  President  would  not  accede 
to  the  request  made  by  Mr.  Jewell.  The  calling  of  such  a  con- 
ference and  the  consummation  of  an  agreement  between  the 
representatives  of  the  railroads  and  the  employes  affected  would 
be  nothing  more  nor  less  than  the  establishment  of  national  agree- 
ments, it  is  believed.  Another  point  advanced  is  that  approval  by 
the  President  of  the  Jewell  request  would  b'e,  in  fact,  "going 
over  the  head"  of  the  Labor  Board,  and  it  was  stated  at  the 
White  House  previously  that  the  President  had  no  intention 
of  doing  that. 

At  the  cabinet  meeting  April  5,  the  transportation  situation 
was  discussed  again  in  connection  with  consideration  of  what 
should  be  done  to  bring  about  a  return  to  "normalcy."  The 
President,  in  his  talk  with  newspapermen  after  the  meeting, 
said  that  after  he  had  consulted  with  the  heads  of  the  railroad 
labor  unions  he  would  consult  representatives  of  the  railway 
executives  as  to  their  views.  After  the  President  has  obtained 
the  views  of  both  the  managerial  and  labor  groups,  he  indicated, 
heads  of  those  two  groups  may  be  brought  together  if  such  a  plan 
promises  a  solution  of  the  difficulties  involved.  No  decision, 
however,  has  been  reached  to  call  such  a  conference. 

W.  S.  Carter,  president  of  the  Brotherhood  of  Locomotive 
Firemen  and  Engineers,  conferred  with  the  President  April  5. 
On  the  preceding  day  B.  M.  Jewell,  head  of  the  railway  employes 
department  of  the  American  Federation  of  Labor,  and  A.  B.  Gar- 
retson,  former  president  of  the  Order  of  Railway  Conductors, 
were  received  separately  by  the  President  at  the  latter's  re- 
quest. Mr.  Jewell,  after  he  had  seen  the  President,  said  he  had 
told  him  all  he  knew  about  the  existing  situation.  Warren  S. 


Stone,   head  of  the  Brotherhood  of  Locomotive  Engineers,  con- 
ferred with  the  President  April  6. 

In  calling  the  various  heads  of  the  railroad  labor  organiza- 
tions into  consultation,  the  President  followed  his  policy  of  get- 
ing  the  views  of  all  concerned  in  the  present  transportation 
situation. 

In  reply  to  a  question  as  to  whether  the  President  had  indi- 
cated what  position  he  would  take  on  his  request  for  a  con- 
ference of  railway  executives  and  representatives  of  railroad 
employes,  Mr.  Jewell  said  the  President  simply  said  he  desired 
to  be  as  helpful  as  possible  in  the  existing  situation.  He  said 
he  left  the  conference  with  the  impression  that  the  President 
would  do  all  he  could  to  help  and  that  he  was  thoroughly  alive 
to  the  grave  problems  involved. 

The  reference  made  by  the  President  in  his  talk  with  news- 
paper men  to  the  possibility  of  the  managerial  and  labor  heads 
being  called  together  was  not  taken  to  mean  that  he  would  call 
a  conference  for  the  purpose  of  making  nation-wide  agreements, 
but  that,  rather,  the  conference,  if  it  was  called,  would  be  for 
the  purpose  of  injecting  some  harmony  into  the  relations  be- 
tween the  two  groups. 

Primarily,  Mr.  Jewell,  it  was  understood,  was  called  to  Wash- 
ington in  order  that  the  President  might  get  his  views  on  the 
labor  problem. 

If  President  Harding  decides  to  refer  to  the  railroad  situa- 
tion in  his  message  to  Congress  next  week,  it  is  not  believed 
that  he  will  make  any  recommendations  looking  to  the  enact- 
ment of  new  legislation  in  order  to  give  relief  from  existing 
conditions.  He  may  refer  to  the  railroad  problem  in  a  general 
way  in  connection  with  a  discussion  of  domestic  problems. 

It  was  expected  that  he  would  confer  again  with  Senator 
Cummins,  chairman  of  the  Senate  committee  on  interstate  com- 
merce, before  the  delivery  of  his  message.  The  senator,  along 
with  other  congressional  leaders,  does  not  believe  that  further 
legislation  is  necessary  at  this  time.  It  is  also  not  regarded  as 
probable,  in  view  of  the  thorough  investigation  proposed  by 
Senator  Cummins,  that  the  President  will  make  any  recommen- 
dations as  to  legislation  in  advance  of  that  investigation. 

Representative  Mondell,  Republican  leader  of  the  House, 
sees  no  occasion  for  additional  legislation.  He  believes  that 
under  the  transportation  act  sufficient  machinery  to  deal  with 
the  railroad  problem  has  been  provided. 

"I  think  every  one  realizes  that  wages  must  come  down," 
said  he.  "It  is  entirely  out  of  the  question  that  an  arbitrary 
scale  of  wages  should  be  established  for  any  one  class  without 
regard  to  the  general  level  of  prices  or  earning  capacity.  It  is 
manifest  that  high  freight  rates  cannot  come  down  unless  the 
railroad  expenses  are  reduced.  It  should  be  possible  for  the 
two  bodies  created  to  handle  the  question  of  wages  and  trans- 
portation charges  to  work  out  a  solution  of  the  situation." 

In  his  conference  with  the  President  on  the  railroad  situa- 
tion April  6  Warren  S.  Stone,  head  of  the  Brotherhood  of  Loco- 
motive Engineers,  advocated  the  establishment  of  regional  boards 
of  adjustment  in  order  to  hasten  the  settlement  of  disputes  be- 
fore the  Railroad  Labor  Board.  He  said  regional  boards  would 
expedite  the  handling  of  the  differences  between  the  railroads 
and  employes.  Mr.  Stone  discussed  the  railroad  problem  from 
the  labor  standpoint  and  brought  to  the  attention  of  the  Presi- 
dent that  many  railroad  workers  are  unemployed. 

W.  L.  McMenimen  of  the  Brotherhood  of  Railroad  Trainmen, 
also  discussed  the  railroad  situation  with  the  President  on  April 
6.  W.  G.  Lee,  head  of  this  brotherhood,  was  invited  to  come  to 
the  White  House,  but  he  is  ill  at  Hot  Springs,  Ark.  L.  E.  Shep- 
pard  of  the  Brotherhood  of  Railway  Conductors  will  submit  his 
views  on  the  railroad  situation  at  the  request  of  the  President. 
This  interview,  it  was  expected,  would  bring  to  a  close  the  con- 
ferences with  the  representatives  of  the  railroad  employes,  and 
conferences  with  the  railway  executives  are  expected  to  follow. 

An  inquiry  at  the  White  House  April  1  as  to  whether  any 
representatives  of  the  shipping  public  would  be  invited  to  sub- 
mit their  views  on  the  railroad  situation  to  the  President  brought 
the  reply  that  the  President  was  anxious  to  get  all  the  light  he 
could  on  the  situation,  but  that  there  was  nothing  definite  as 
to  whether  others  than  the  representatives  of  the  railroad  man- 
agements and  employes  would  be  asked  to  come  to  the  White 
House. 


PETROLEUM  SUSPENSIONS 

The  Traffic   World   Washington  Bureau 

In  I.  and  S.  No.  1318  the  Commission  has  suspended  from 
April  6  until  August  4,  item  643  of  supplements  Nos.  5  and  8 
to  Speiden's  tariff  I.  C.  C.  No.  453.  The  suspended  schedules 
provide  that  where  no  through  published  rates  are  in  effect  from 
point  of  origin  to  final  destination,  the  proportional  rates  on 
petroleum  and  petroleum  products  will  apply  without  deduction 
in  constructing  combination  rates  on  all  shipments  originating 
beyond  or  destined  beyond  the  points  from  or  to  which  the  pro- 
portional rates  are  applicable,  whereas  at  present,  rates  2% 
cents  less  than  rates  published  in  tariff  are  applicable  on  ship- 
ments originating  at  points  north  of  the  Ohio  River  or  west  of 
the  Mississippi  River  or  in  the  state  of  West  Virginia  from  which 
no  through  rates  are  in  effect. 
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Harding  and  the  Railroads. — Anything  purporting  to  be  a 
summary  of  what  President' Harding  is  going  to  say  to  Congress 
about  the  railroads  on  April  11  is  likely  to  be  nothing  more 
Hum  a  guess.  The  President  has  not  turned  himself  inside  out 
for  the  benefit  of  anybody  and  everybody  equipped  with  an 
Interrogation  mark.  He  did  not  specialize  on  railroad  matters 
while  he  was  in  the  Senate.  His  talks  with  men  who  think  they 
know  something  about  railroads  and  their  troubles  have  given 
him  a  fund  of  information.  Probably  in  the  month  he  has  been 
in  office  he  has  had  more  facts  about  transportation  laid  on  bis 
di.sk  than  any  of  his  predecessors  had  in  an  equal  length  of 
time.  But  those  who  brought  the  information  did  not  carry 
away  anything.  The  President's  work  was  not  to  pass  out  ideas 
or  impressions.  As  a  careful  man,  it  is  believed  he  realized, 
before  he  was  in  office  ten  days,  that  he  was  dealing  with  some- 
thing that  called  for  delicate  handling.  One  of  the  patent  facts 
before  the  President  or  any  other  man  with  two  eyes  is  that 
i line  is  nothing  much  the  matter  with  the  railroads  other  than 
that  they  have  not  sufficient  business  and  their  expenses  seem 
to  be  disproportionate.  That  is  the  situation  in  which  they 
found  themselves  in  1914.  There  was  then  a  disproportion  be- 
tween the  prices  men  received  for  what  they  had  to  sell  and 
the  cost  of  getting  their  wares  to  market.  President  Wilson 
advocated  an  increase  in  rates,  on  the  theory  that  if  money  was 
put  into  the  pockets  of  the  railroads  they  would  have  to  pass 
It  on.  John  Stuart  Mill  had  an  idea  that  the  issuance  of  bonds 
was  a  good  thing  for  the  country,  because  it  caused  interest 
money  to  descend  like  the  fructifying  rains.  Mr.  Wilson  was 
also  a  theorist.  The  war,  however,  made  his  scheme  look  good. 
But  there  is  not  now  any  war  to  create  an  artificial  level  of 
prices.  The  old  law  of  supply  and  demand  of  ordinary  peace 
times  is  at  work  again  and  high  rates  are  not  performing  up 
to  expectations.  Rates,  in  that  connection,  apply  as  much  to 
pay  for  manual  labor  as  to  pay  for  the  transportation  of  goods. 
Somebody  seems  to  be  getting  more  than  his  share  of  the  money 
the  people  are  paying.  Somebody,  by  reason  of  that  dispropor- 
tion, seems  unable  to  sell  as  much  as  necessary,  because  some- 
body has  not  received  his  share.  Laws  have  put  up  rates.  The 
inclination  is  to  say  there  is  too  much  legislating,  too  much 
government,  and  not  enough  railroading  in  the  railroad  business. 
It  is  believed  that  President  Harding  is  inclined  more  to  the 
view  that  there  is  too  much  statute  law  and  not  enough  obedi- 
ence to  the  law  of  trade,  which  is  that  business  can't  be  carried 
on  if  one  or  two  elements  in  society  are  getting  more  than  their 
share  of  what  there  is  for  division  in  the  whole  community. 
A  good  guess  might  be  that  if  President  Harding  does  anything 
more  than  call  attention  to  the  alarming  facts  that  have  been 
placed  on  his  doorstep,  he  will  suggest  that  placing  more,  instead 
of  less,  responsibility  on  the  shoulders  of  those  who  are  sup- 
posed to  manage  the  railroads,  would  be  good  for  the  country. 


The  Traffic  League's  Petition. — The  National  Industrial  Traf- 
fic League's  suggestion  to  President  Harding  that  it  should  be 
heard  by  the  Railroad  Labor  Board  on  the  subject  of  wages  is 
now  with  Senator  Cummins'  committee,  which  will  have  to  han- 
dle the  resolution  of  inquiry  he  intends  offering  and  also  prob- 
ably a  dozen  or  two  other  resolutions  proposing  like  inquiries. 
Among  men  who  have  gone  through  inquiry  after  inquiry  on  the 
subject,  another  one  suggests  little  but  a  waste  of  time  and  white 
paper.  The  fact  that  from  sixty-five  to  seventy  cents  out  of 
every  dollar  paid  by  the  public  for  transportation  goes  to  railroad 
labor,  leaving  only  thirty-five  cents  to  be  divided  among  the 
men  who  furnished  the  capital  and  those  who  must  furnish  the 
cars,  engines  and  rails  to  replace  those  worn  out  in  service,  and 
the  payment  of  taxes,  seems  the  one  thing  that  must  be  dealt 
with  out  of  hand.  The  League's  suggestion  about  its  members 
being  the  ones  who  pay  the  rates  charged  for  transportation  and, 
therefore,  the  ones  who  pay  the  wages,  would  have  attracted 
more  attention,  it  is  believed,  if  its  significance  could  be  as 
quickly  grasped  as  would  be  a  declaration  by  Secretary  Hughes, 
for  instance,  that  the  treaty  of  Versailles  must  be  revised. 
Samuel  Gompers,  in  1916,  protested  against  the  passage  of  the 
Adamson  law  on  the  ground  that  organized  labor  was  opposed 
to  the  fixing  of  wages  by  legislation.  The  Wilson  administra- 
tion, however,  apparently  regarding  the  will  of  labor  organiza- 
tions as  the  will  of  the  people,  went  on  from  one  bit  of  legisla- 
tion to  another,  climaxing  in  the  part  of  the  law  creating  the 
Railroad  Labor  Board  with  power  to  establish  wages.  The 
League's  demand  amounts,  in  the  final  analysis,  it  is  believed, 
to  a  demand  that  the  Railroad  Labor  Board  recognize  those 
who  are  the  Immediate  paymasters  of  the  railroads  as  being 
parties  in  interest  in  cases  involving  wages;  in  other  words, 
that  the  laws  establishing  wages  be  made  to  work  for  those  who 
pay  as  well  as  those  who  receive,  thereby  .bringing  about  the 


situation  to  which  (tampers  objected  In  1916.  At  that  firm- 
Oompera  suggested  that  If  Congress  could  raise  wages  It  could 
ulHo  reduce  them  and  that  that  wan  something  to  which  be  wan 
opposed. 

Reductions  In  Grain  Rates. — The  CommlnHlon'H  advice  to  tbe 
railroads  on  the  matter  of  reducing  grain  rates,  chiefly  for  export, 
It  is  suspect. -ii,  will  bring  about  reactions  not  wholly  expected. 
Not  every  miller  can  engage  in  export  business.  The  average 
man  Is  so  short-sighted  that  he  can  only  see  benefit  In  any  move 
if  It  gives  him  help  directly.  The  millers  and  grain  dealers  who 
have  no  connection  with  the  export  trade,  It  Is  surmised,  will 
grumble  against  the  apparent  favoritism  shown  the  exporters, 
even  while  admitting  that  stimulation  In  the  export  business 
will  have  Indirect  beneficial  effect  on  their  business.  The  Com- 
mission's advice,  apparently,  was  founded  on  the  assumption  that 
rates  and  revenue  are  almost  synonymous  terms.  It  warned  the 
railroads  to  be  careful  lest  their  already  Inadequate  revenues  be 
made  still  less  adequate  by  some  of  the  big  changes  In  rates 
that  had  been  suggested.  The  coal  mine  operators,  among  oth 
ers,  are  being  made  painfully  aware  that  rates  and  revenue  are 
hardly  akin.  Retail  dealers  of  coal  in  Washington  are  advertii 
Ing  soft  coal  at  $9  a  ton,  as  if  they  were  conferring  a  great  favor 
on  the  users  of  coal.  Yet  In  the  week  they  were  doing  that  the 
production  was  believed  to  be  going  below  6,000,000  tons.  That 
is  less  than  half  the  maximum  production  during  the  war  and 
in  1919.  Nine  dollars  is  only  double  the  pre-war  price  of  soft 
coal  in  Washington,  but  that  price  was  being  suggested  to  men 
ninety  per  cent  of  whom  have  had  an  increase  in  their  Incomes 
since  pre-war  days  of  not  more  than  fifty  per  cent,  if  that  much. 
Mines  are  being  shut  down  because  those  who  would  like  to  use 
coal  cannot  figure  a  profit  for  themselves  in  using  it.  If  rates 
and  revenue  were  synonymous,  or  even  distantly  akin,  that  would 
not  be  the  fact. 

Engines  for  American  Vessels.— The  Shipping  Board,  not- 
withstanding the  disproportion  that  seems  also  to  have  affected 
ocean  shipping,  is  going  ahead  with  tests  to  determine  what  typ 
of  engine  will  be  best  for  use  on  American  vessels.  About 
ships  are  idle.  They  are,  in  the  farm  phrase,  "eating  their  heads 
off."  The  Board,  however,  is  conducting  experiments,  in  obedi- 
ence to  the  law  of  its  creation,  to  determine  the  most  economic 
motor  power  to  use  on  ships.  It  has  just  let  a  contract  for  an 
electric-drive  Diesel  engine,  but  has  not  designated  the  ship  on 
which  it  is  to  be  installed.  The  American  navy  for  six  years  has 
been  using  the  electric  drive.  Its  latest  ships  are  all  electric 
drive.  That  is  to  say,  each  ship  carries  an  electric  power  plant 
which  generates  current  for  driving  the  machinery.  The  thing 
to  be  now  tried  is  a  Diesel  internal  combustion  engine  for  gen- 
erating the  current  to  drive  the  ship  in  the  same  way  that  a 
trolley  car  is  driven.  Long  ago  it  was  settled  that  oil  must  re- 
place coal  on  ocean-going,  if  not  lake,  ships.  But  there  are  recip- 
rocating engines  of  the  old  type  taking  steam  from  boilers  under 
which  oil  is  burned.  Then  there  is  the  Diesel  engine.  It  operates 
the  same  as  the  engine  in  the  ordinary  automobile,  except  that 
it  uses  a  lower  grade  of  petroleum  product,  to  which  the  name 
of  the  inventor  of  the  engine  has  been  given.  The  inclination  is 
to  believe  that  that  combination  of  automobile  and  trolley  car 
will  give  the  ship  of  most  economic  operation.  The  Diesel  en- 
gine, as  the  direct  operator  of  the  machinery,  is  not  flexible 
enough.  It  runs  at  a  given  rate  practically  all  the  time.  That 
is  all  right  for  the  generation  of  electricity — if  some  place  can 
be  found  for  storing  the  electricity  that  may  be  generated  while 
the  ship  is  not  using  the  maximum  production.  The  electric 
drive,  however,  regardless  of  that  other  problem,  is  regarded  as 
the  best,  for  the  reason  that  electricity  generally  is  easier  to 
handle  than  steam.  The  Board  is  going  on  the  assumption  that 
now  is  the  time  to  get  ready  for  the  .work  that  must  be  done 
when  some  of  the  disproportion  that  now  threatens  to  block  the 
world  is  reduced. 

Coddling  of  Labor  Organizations. — There  is  a  threat  of  re- 
ceiverships in  some  of  the  press  agent  stuff  given  out  in  New 
York  by  the  association  that  is  backing  the  S.  Davies  Warfleld 
plan  for  the  salvation  and  redemption  of  the  railroads.  The  se- 
curity owners  whom  Warfleld  and  his  associates  claim  to  repre- 
sent, it  is  admitted,  might  easily  force  some  big  railroads  into 
receiverships.  The  only  question  for  them  to  consider  will  be 
whether  that  method  would  coerce  Congress  or  the  country  into 
acceptance  of  a  plan  that  would  call  for.  contributions  from  the 
public  treasury  for  the  benefit  of  railroads'.  The  trend  of  thought 
in  Washington  seems  to  be  away  from  further  coddling  of  the 
railroads,  because  that,  in  the  last  analysis,  means  coddling  the 
organizations  which,  during  the  war,  suggested  holding  up  the 
country  by  the  throat  by  means  of  railroad  strikes.  A  thought 
on  that  point  is  that  a  large  percentage  of  the  voters  in  this 
country  are  not  of  the  kind  that  Russia  and  England  seem  to 
breed.  The  thought  is  that  the  American  farmer  would  not 
stand  for  being  held  up  as  organizations  in  Russia  and  England 
seem  to  be  able  to  hold  up  the  farmers  in  those  countries.  They 
seem  to  be  able  to  do  that  through  the  acceptance  of  the  theory 
that  all  manual  labor,  including  that  of  the  farmer,  can  be  bene- 
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filed  by  having  mines  and  railroads  put  on  a  basis  that  will  make 
the  rest  of  the  country  contribute  to  their  support  so  that  they 
shall  be  special  classes.  Usually  the  American  farmer  can  con- 
trol the  votes  of  Congress.  If  there  is  one  idea  that  seems  to 
be  generally  spread  among  the  rural  communities,  it  is  that 
railroad  and  mine  labor  are  getting  more  than  their  share.  Sec- 
retary Wallace,  in  his  farm  papers,  has  been  preaching  that  to 
the  farmers  of  the  middle  west  for  a  long  time  and  reports  are 
that  the  readers  of  his  papers  believe  he  has  the  logic  of  the 
situation  on  his  side. 

Tariff  Legislation. — Members  of  the  House  committee  on 
ways  and  means  are  considering  the  feasibility  of  asking  the 
House  and  Senate  to  adopt  a  joint  resolution,  as  soon  as  the 
committee  reports  a  permanent  tariff  bill,  putting  the  rates  car- 
ried therein  into  operation  instantly.  The  program  now  is  to 
report  and  pass  the  Fordney  tariff  bill  immediately  to  serve  as 
an  ad  interim  measure  to  fill  the  period  between  its  passage  and 
the  enactment  of  a  permanent  bill.  But  the  Fordney  bill  is 
what,  in  European  language,  would  be  known  as  an  agrarian 
measure,  intended  to  favor  the  farmers.  To  that  there  is  opposi- 
tion. The  opposition  is  inclined  to  rally  around  the  proposal  to 
have  the  permanent  bill  put  into  effect  immediately  by  means  of 
a  joint  resolution.  Such  a  resolution  would  have  the  effect  of 
setting  aside  the  agrarian  Fordney  measure  and  substituting  for 
it  the  permanent  measure,  as  originally  reported,  until  the  per- 
manent measure,  changed  in  the  course  of  its  progress  through 
the  two  houses,  was  ready  to  be  substituted  for  both  the  Fordney 
ad  interim  bill  and  the  joint  resolution  rates.  The  scheme  of 
having  a  joint  resolution  passed  putting  the  rates  instantly  into 
effect  is  a  method  for  handling  subjects  of  that  kind  fairly  well 
known  in  foreign  legislative  bodies.  However,  it  has  never  been 
used  in  this  country.  It  has  often  been  proposed,  but  the  opposi- 
tion of  the  minority  party  and  a  minority  in  the  majority  party 
has  always  been  strong  enough  to  prevent  its  adoption.  The 
idea,  of  course,  is  to  prevent  the  importation  of  huge  quantities 
of  goods  ahead  of  the  imposition  of  the  higher  rates.  Every 
time  there  is  an  upward  revision  of  the  tariff  in  prospect,  im- 
porters bring  in  all  the  goods  they  can  finance.  When  the  pros- 
pect is  for  a  downward  revision,  imports  decrease  materially. 
Protectionists  assert  that  home  production  begins  to  fall  off  on 
account  of  the  uncertainty  of  buyers,  so  the  prospect  of  a  down- 
ward revision  is  to  check  business,  while  the  prospect  of  an  up- 
ward revision  is  the  reverse.  None  of  the  veteran  members  of 
Congress  really  expect  much  from  this  latest  move  to  stop  the 
unusual  importations  in  anticipation  of  an  increase  in  cus- 
toms duties.  They  have  seen  too  many  such  schemes  die  to  be- 
lieve the  miracle  can  be  performed  this  time.  A.  E.  H. 


COMMISSION  AND  BOARD  VACANCIES 

The  Traffic  World  Washington  Bureau 

President  Harding,  it  was  learned  this  week,  is  considering 
John  S.  Worley,  formerly  a  member  of  the  engineering  board  of 
the  Interstate  Commerce  Commission  for  the  Western  district, 
for  appointment  to  the  Commission.  Mr.  Worley,  who  formerly 
lived  in  Kansas  City,  Mo.,  is  engaged  in  the  practice  of  his  pro- 
fession in  New  York.  He  is  a  Republican. 

The  appointment  of  an  engineer  on  the  Commission  has  been 
urged  on  the  President  by  the  American  Engineering  Council  of 
the  Federated  American  Engineering  Societies,  which  has  sub- 
mitted to  the  President  the  names  of  six  prominent  engineers.  It 
is  not  known,  however,  that  Mr.  Worley's  name  was  in  that  list, 
the  names  not  having  been  made  public. 

Herbert  S.  Hoover,  secretary  of  commerce,  is  president  of  the 
Federated  American  Engineering  Societies,  and  it  is  understood 
he  has  suggested  to  the  President  that  an  engineer  be  appointed. 

It  is  expected  that  the  nominations  for  the  two  vacancies  on 
the  Commission  and  for  the  new  Shipping  Board  will  be  sent  to 
the  Senate  by  the  President  shortly  after  April  11.  The  Presi- 
dent, it  is  understood,  has  not  given  up  the  idea  of  having  James 
A.  Farrell,  president  of  the  United  States  Steel  Corporation,  as 
chairman  of  the  Shipping  Board,  and  if  Mr.  Farrell  will  accept 
the  place,  it  is  understood,  the  President  will  name  him.  It  is 
also  understood  that  Admiral  Benson  probably  will  be  one  of 
the  nominees.  Representative  Frank  S.  Scott,  of  Michigan,  has 
been  mentioned  as  a  prospective  member  of  the  board.  Mr.  Scott 
believes  that  government  operation  of  ships  should  be  terminated 
as  soon  as  possible. 

A  mild  degree  of  wonder  prevailed  after  the  end  of  the  ses- 
sion on  March  12  as  to  why  President  Harding  did  not  announce 
the  recess  appointment  of  Commissioner  Esch.  A  possible  ex- 
planation is  that  if  a  president  announces  an  intention  to  ap- 
point sue  hand  such  a  man  when  the  Senate  meets  again,  the 
announcement  is  the  signal  for  the  application  of  pressure  to 
make  him  change  his  mind.  By  not  announcing  a  conclusion, 
if  he  has  reached  one,  a  president  saves  himself  from  that  kind 
of  pressure. 

Since  the  report  that  the  inter-mountain  senators  had 
switched  from  Frank  Haganbarth,  of  Utah,  to  J,  B.  Campbell, 
of  Spokane,  as  another  representative  from  the  Rocky  Moun- 


tain country,  Commissioner  Hall  being  the  only  one  from  that 
part  now,  reports  have  become  current  that  the  President  is 
seriously  thinking  of  former  Representative  Cooper,  of  Ohio,  a 
former  locomotive  engineer,  as  a  member  acceptable  to  organ- 
ized labor,  and  Former  Senator  Gore,  of  Oklahoma,  as  a  Dem- 
ocrat and  representative  from  the  southwest.  Charles  E.  Wall- 
ington  of  Toledo,  a  commerce  attorney,  who  was  once  president 
of  the  Toledo  Traffic  Club,  has  also  been  mentioned.  Cooper 
and  Gore  are  not  traffic  men.  They  would  have  to  learn  the 
business  of  the  Commission  from  the  ground  up.  Wallington 
is  an  industrial  traffic  man,  turned  lawyer,  specializing  in  traf- 
fic cases. 

If  Cooper  becomes  a  member  of  the  Commission,  the  big 
brotherhoods  will  have  two  members  of  the  Commission, 
Chairman  Clark  being  the  other.  Clark  was  a  railroad  con- 
ductor. Cooper  was  an  engineer.  There  is  considerable  jeal- 
ousy at  all  times .  between  the  four  big  brotherhoods  and  the 
other  labor  organizations.  The  younger  organizations,  at  times, 
have  intimated  that  the  "big  four"  are  inclined  to  take  all  the 
public  offices  appointing  officials  think  should  be  given 
to  representatives  of  labor  and  demand  so  large  a  share  of  the 
operating  revenues  of  the  carriers  that  there  is  little  left  for 
other  classes  of  employes. 

When  the  Senate  re-convenes,  Senator  LaFollette  is  ex- 
pected to  use  the  nomination  of  Commissioner  Esch  as  a 
method  for  determining  how  he  stands  at  the  White  House 
with  regard  to  patronage  to  be  distributed  in  Wisconsin.  Four 
or  five  large  offices  are  to  be  given  to  Wisconsin  men.  The 
question  will  be  whether  President  Harding  will  insist  on  har- 
mony between  Senators  LaFollette  and  Lenroot  before  he  will 
appoint  any  Republicans  to  fill  the  offices  in  Wisconsin  now 
filled  by  Democrats,  or  whether  he  will  give  some  to  LaFollette 
without  regard  to  Lenroot  and  some  to  the  latter  without  re- 
gard to  the  wishes  of  LaFollette,  or  whether  he  will  give  all 
the  appointments  to  Lenroot,  or  whether  he  will  disregard  both 
senators  and  make  his  selections  without  regard  to  them.  The 
Lenroot  people  believe  that  LaFollette  did  everything  possible 
to  defeat  Lenroot  and  Esch.  Lenroot  won  but  Esch  was  de- 
feated in  the  primary. 

There  is  no  thought  that  LaFollette  can  do  more  than  de- 
lay the  confirmation  of  Esch,  but  while  he  is  holding  up  that 
nomination,  it  is  believed  he  will  try  to  find  out  how  he  stands 
at  the  White  House  with  respect  to  other  patronage.  His  op- 
position can  also  be  based  on  the  fact  that  he  voted  against 
the  Esch-Cummins  bill  and  therefore  cannot  be  expected  to  be 
enthusiastic  for  the  administration  of  that  measure,  although, 
as  a  matter  of  fact,  Esch  was  not  enthusiastic  for  the  Cum- 
mins part  of  the  bill  which  comprises  section  15  (a),  commonly 
known  as  the  Warfield  plan. 

Commissioner  Esch  has  been  assigned  to  division  No.  2  to 
fill  the  vacancy  created  by  the  retirement  of  Commissioner 
Woolley.  The  vacancy  was  filled  ad  interim  by  Commissioner 
McChord.  The  second  division,  broadly  speaking,  has  to  do 
with  the  rate  regulating  powers  of  the  Commission,  its  earliest 
work.  It  has  charge  of  the  sixth  section,  which  covers  the  filing 
and  interpretation  of  tariffs  and  the  issuance  of  permits  to  dis- 
regard the  section  itself  and  the  rules  promulgated  thereunder; 
the  fourth  section;  the  special  docket  on  which  the  Commission 
places  those  cases  it  hopes  to  dispose  of  without  formal  pro- 
ceedings; the  prescribing  of  rules  and  regulations  for  the  trans- 
portation of  explosives  and  other  dangerous  articles;  released 
rate  orders,  and  the  suspension  of  tariffs  or  individual  rates 
under  the  authority  granted  in  paragraph  seven  of  the  fifteenth 
section. 

Commissioner  Esch  actually  began  his  work  as  a  member  of 
the  regulating  body  Saturday  morning,  April  2,  after  making  calls 
on  his  colleagues,  nearly  all  of  whom  he  had  met  some  time  or 
another  during  his  long  service  on  the  House  committee  on  inter- 
state and  foreign  commerce.  The  routine  of  the  Commission, 
before  the  new  member  had  time  to  wonder  how  he  would  begin 
his  work,  put  on  his  desk  a  copy  of  all  the  matters  to  be  brought 
up  in  the  conference  of  the  commissioners  on  Monday,  April  4. 

Stacks  of  memoranda  were  laid  upon  his  desk,  not,  however, 
with  the  injunction  to  "sign  here"  or  the  notation  "for  your  in- 
formation," but  with  the  plain  implication  that  he  was  to  read 
and  be  prepared  in  two  days  to  vote  on  the  question  at  issue. 

Immediately  Mr.  Esch  learned  that  there  is  a  difference 
between  the  making  of  laws  and  their  interpretation  and  en- 
forcement. He  laughingly  admitted  that  there  was  considerable 
difference  in  saying  what  somebody  should  do  and  interpret- 
ing the  language  used  in  telling  that  somebody  what  he  must  do. 

Mr.  Esch,  contrary  to  custom,  did  not  take  the  oath  of  office 
in  Washington,  but  appeared  before  a  notary  while  he  was  at 
LaCrosse,  Wis.,  and  subscribed  to  the  oath  required  by  statute 
for  officials  of  the  United  States,  so  he  was  a  commissioner  when 
he  appeared  at  the  office  of  Secretary  McGinty.  Accompanied 
by  the  secretary  the  new  commissioner  called  upon  his  colleagues 
and  then  sat  down  to  read  some  of  the  things  on  which  he  was 
expected  to  vote  at  the  conference  of  the  commissioners  on 
April  4. 
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Decisions  of  Interstate  Commerce  Commission 


INCREASED  RAIL-AND-WATER  RATES 

A  finding  that  the  carriers  have  not  justified  the  proponed 
increases  has  been  made  In  I.  and  S.  No.  1267.  Class  and  Com- 
modity Rates  between  Ohio  River  Crossings  and  Cumberland 
River  Landings,  opinion  No.  6741,  61  I.  C.  C.  10-15.  The  sus- 
pended tariffs,  filed  chiefly  for  the  benefit  of  the  Cumberland 
Transportation  Company,  operating  boats  on  the  Cumberland 
ri\rr,  are  to  be  cancelled  on  or  before  May  27.  The  points  be- 
tween which  the  Increased  rates  were  to  apply  are  Cincinnati, 
Evansville,  New  Albany,  Jeffersonville,  Louisville,  Lexington, 
Nlcholasville,  Wilmore,  Danville,  Junction  City,  and  Oneida  on 
i  In-  one  hand,  and  landings  oa  the  Cumberland  below  Burnside 
in  and  including  Meyer's  Landing,  Tenn.,  In  connection  with 
the  boat  line. 

The  increases  were  to  be  accomplished  in  two  ways — first, 
by  increasing  the  amounts  to  the  first  landings,  and,  second,  by 
changing  the  groups,  establishing  four  instead  of  two  groups. 
The  justification  was  the  heavy  increase  in  operating  expenses 
and  the  declaration  that  the  boat  company  could  not  stand  any 
further  increase  In  its  deficit  which,  it  was  testified,  amounted 
to  about  110,000  a  year. 

In  disposing  of  the  case  the  Commission  said  It  was  admitted 
at  the  hearing  that  the  boat  company  was  buying  materials  and 
supplies  In  1920  at  less  than  the  average  prices  shown  in  Its 
inhibits.  The  Commission  also  observed  that  while  it  had  re- 
ceived no  annual  reports  from  the  company  since  1916,  it  had  a 
return  showing  that  in  1919  the  net  of  the  boat  company  was 
$4,842. 

According  to  the  report  of  the  Commission,  the  boat  line 
and  the  Queen  &  Crescent  have  an  arrangement  for  the  inter- 
change of  traffic  whereby  the  boat  line  has  the  use  of  facilities  at 
Burnside,  Ky.,  which  were  formerly  reserved  for  the  exclusive 
use  of  the  Burnside  line,  which  is  no  longer  operating  boats  on 
the  Cumberland  river.  No  report  as  to  the  divisions  of  the 
joint  rates  was  furnished  by  the  two  carriers.  Nor  was  any 
evidence  submitted,  the  report  said,  as  to  the  cost  of  the  inter- 
change of  freight  at  Burnside,  although  the  declaration  was 
made  that  the  cost  of  interchange  was  greater  than  the  cost  of 
the  local  service. 

Attention  was  directed  by  the  Commission's  report  to  the 
fact  that  the  boat  line  proposed  to  cancel,  from  certain  rail-line 
points  to  group  landings,  commodity  rates  on  agricultural  Im- 
plements, boilers,  and  engines,  canned  goods,  egg  cases,  grain 
and  grain  products  and  machinery,  leaving  the  higher  class 
rates  in  effect;  also  on  iron  and  steel  articles;  on  brick  and 
wagons  and  other  commodities,  leaving  the  higher  class  rates 
to  apply.  They  further  proposed  to  cancel,  from  group  landings 
to  rail-line  points,  commodity  rates  on  corn,  fruit  and  water- 
melons, leaving  the  higher  class  rates  to  apply  from  the  points 
that  might  be  served  by  railroad.  They  also  proposed  to  can- 
cel carload  ratings  on  the  theory  that  the  movement  In  carloads 
being  only  occasional,  there  was  no  real  need  for  them.  Pro- 
testants suggested  that  the  fact  that  the  carload  ratings  are 
sometimes  used  was  the  reason  for  leaving  them  in  the  tariffs. 

No  justification,  the  Commission  further  remarked,  was 
offered  for  proposed  changes  in  rules  relating  to  the  application 
(it  rates  to  intermediate  landings,  minimum  charges  on  less- 
than-earload  shipments. 


SCRAP  IRON  AND  IRON  TURNINGS 

The  Commission  has  dismissed  No.  10972,  Joseph  L.  Lieber- 
man  Iron  Co.  vs.  Wabash  et  al.,  opinion  No.  6744,  61  I.  C.  C. 
21-2,  holding  that  the  rate  on  20  carloads  of  scrap  iron  and 
iron  turnings  from  Detroit  to  Granite  City,  111.,  and  St.  Louis 
was  legally  applicable. 

The  case  turned  entirely  on  an  interpretation  of  the  tariffs. 
The  shipments  were  forwarded  from  Detroit  via  the  Michigan 
Central,  the  Grand  Trunk  and  the  Detroit  &  Toledo  Shore  Line 
in  August  and  November,  1916.  The  bills  of  lading  read  "via 
Wabash."  Although  the  Wabash  reaches  Detroit,  none  of  the 
traffic  was  given  to  it  at  that  point.  The  Wabash  delivered  all 
the  shipments  at  destination.  The  complaint  alleged  violation 
of  the  first  three  sections  but  no  testimony  was  offered  in  sup- 
port of  that.  The  contention  was  that  inasmuch  as  the  Wabash 
tariff  showed  a  rate  of  $2.10  from  Detroit  to  the  destination  and 
that  the  Wabash  was  shown  as  a  concurring  carrier  In  the 
tariffs  of  the  Grand  Trunk,  Michigan  Central  and  Shore  Line, 
that  rate  should  have  been  protected.  The  complainant  pointed 
to  Healy  &  Towle  vs.  C.  &  N.  W.  (43  I.  C.  C.  83),  in  which  the 
North  Western  was  required  to  protect  a  rate  on  horses  from 
South  Omaha  to  Wausau. 

The  Commission  made  short  work  of  that  case  in  connec- 
tion with  this  one  by  pointing  out  that  the  North  Western,  in 
(hat  case,  received  the  traffic  at  point  of  origin  while  in  this 


case  the  Wabash  was  not  in  possession  of  the  property  at  point 
of  origin.  Therefore  It  said  the  tariffs  of  the  carriers  to  which 
the  property  was  delivered  were  the  applicable  ones.  The 
Commission,  after  discussing  the  various  forma  of  concurrences, 
pointed  out  that  the  Grand  Trunk  and  Shore  Line  concurrences 
were  In  rates  "to  and  via"  the  Wabaah  and  not  from  points  on 
that  carrier's  rails.  The  Michigan  Central  concurrence  was 
limited  so  as  not  to  make  it  a  party  to  rates  from  points  on 
the  Wabash. 


RATE  ON  IRON  ORE 

Without  deciding  whether  the  service  was  a  road-haul  or 
a  switching  movement,  the  Commission,  in  a  report  written  by 
Chairman  Clark  on  No.  11476,  Pequest  Company  vs.  Director- 
General,  as  agent,  opinion  No.  6742,  61  I.  C.  C.  16-17,  hag  con- 
demned as  unreasonable  (and  ordered  reparation)  a  rate  of  60 
cents  per  long  ton,  on  iron  ore,  from  the  interchange  tracks  of 
the  Pohatcong  Railroad  to  Oxford  Furnace,  N.  J.  The  move- 
ments in  question  were  made  between  August  1  and  August  15, 
1919,  the  distance  being  5,880  feet.  The  rate  charged  was  four 
times  that  in  effect  prior  to  June  1,  1917,  and  double  that  in 
effect  between  June  1,  1917,  and  June  25,  1918,  when  General 
Order  No.  28  made  It  60  cents  a  ton. 

Contemporaneously  the  D.  L.  &  W.,  the  line-haul  carrier, 
maintained  a  rate  of  $5  a  car  on  limestone  between  the  same 
points.  On  August  26,  1919,  it  reduced  the  rate  on  iron  ore  to 
$7.50  a  car,  so  the  only  question  was  that  of  reparation  for  the 
movement  in  the  first  half  of  August,  1919.  The  Director-Gen- 
eral, in  his  defense,  said  the  ore  was  carried,  not  by  switch  en- 
gines, but  by  "extra"  trains  whenever  there  was  enough  ore 
to  be  taken  from  the  Pohatcong  interchange  tracks.  No  at- 
tempt was  made  to  show  the  cost  of  the  service. 

The  finding  makes  no  mention  of  the  issue,  as  to  whether 
it  was  a  road-haul  or  a  switching  movement,  but  says  the 
charges  were  unreasonable  to  the  extent  they  exceeded  $7.50 
per  car. 


RATES  ON  SLUDGE  ACID 

The  Commission,  in  a  report  on  No.  11219,  Sinclair  Refin- 
ing Co.  vs.  A.  T.  &  S.  F.  et  al.,  opinion  No.  6743,  61  I.  C.  C. 
18-20,  has  condemned,  as  unreasonable,  rates  on  spent  sulphuric 
or  sludge  acid,  ranging  from  17  to  38  cents,  from  Arkansas  City, 
Eldorado,  Augusta,  and  Wichita  to  Coffeyville,  Kan.,  moving  be- 
tween June  25,  1917,  and  December  4,  1918.  It  held  them  un- 
reasonable because  and  to  the  extent  that  they  exceeded  10  cents 
prior  to  June  25,  1918,  and  12.5  cents  thereafter.  Reparation  is 
to  be  made  to  the  bases  of  those  rates.  The  rates  to  which 
reparation  is  to  be  made  are  those  suggested  by  the  complaining 
oil  company.  It  asked  for  the  establishment  of  the  10-cent  rate 
prior  to  the  movement  of  the  acid.  Sludge  rates  to  Kansas  City 
from  Kansas  points  averaged,  at  the  time  of  the  movement  about 
55  per  cent  of  the  rates  on  the  unspent  acid,  and  between  Okla- 
homa and  Kansas  points  a  little  more  than  fifty  per  cent  of  the 
rates  on  sulphuric  acid,  full  strength. 

The  Commission  said  that  while  sludge  acid  in  tank  cars 
is  a  low-grade  commodity  the  ton-mile  on  the  condemned  rates 
was  greater  than  the  ton-mile  average  on  all  commodities.  The 
present  rate  of  12.5  cents  on  sludge  between  the  points  in  ques- 
tion, the  report  said,  are  about  58  per  cent  of  the  rates  on 
sulphuric  acid  in  the  same  or  in  the  opposite  direction. 


ROSIN  AND  TURPENTINE 

A  holding  of  undue  prejudice,  with  an  order  showing  how 
it  is  to  be  removed,  has  been  made  In  a  report  on  No.  10591, 
W.  H.  Barber  Company  vs.  Atlantic  Coast  Line  et  al.,  opinion 
No.  6745,  61  I.  C.  C.  23-28,  with  respect  to  rates  on  rosin  and 
turpentine  from  Perry,  Athena,  Carbur,  and  Salem.  Fla.,  to  Chi- 
cago, St.  Paul,  Minneapolis,  and  other  points  in  Illinois,  Wis- 
consin, Iowa  and  states  farther  west.  The  Commission  said  they 
were  not  unreasonable  but  unduly  prejudicial  against  the  points 
of  origin  mentioned  and  unduly  preferential  of  Jacksonville. 

The  decision  amounts  to  a  condemnation  of  the  usual  method 
of  making  rates  from  Florida  points  of  origin  to  destination, 
which  is  to  take  the  full  combination  on  Jacksonville.  In  this 
instance  the  rates  on  rosin  and  turpentine  from  the  points  of 
origin  to  Jacksonville  were  rates  on  barrels  moving  In  box  cars 
while  the  transportation  beyond  Jacksonville  is  in  tank  cars. 
The  carriers  showed  that  the  local  rates  up  to  Jacksonville  com- 
pared favorably  with  the  distance  rates  prescribed  on  naval 
stores  for  like  distances  in  other  states,  by  the  state  authorities. 
The  Commission's  answer  to  that  was  that  the  traffic  carried  on 
them  did  not  move  through  Jacksonville,  and  that  the  local 
rates  were  not  separately  assailed  in  this  complaint,  the  objec- 
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tion  being  to  the  through  charges  in  which  the  full  locals 
figured  as  factors.  The  carriers  said  that  the  tank  cars  did 
not  afford  them  a  loaded  haul  in  the  reverse  direction,  while 
some  of  the  box  cars  were  sent  back  loaded. 

Complainants  suggested  an  adjustment  of  the  rates  on  naval 
stores  form  the  points  of  origin  in  question  similar  to  that 
ordered  from  the  same  general  territory  on  lumber,  namely, 
arbitraries  over  Jacksonville.  In  the  case  of  lumber  that  arbi- 
trary is  one  cent.  That  handling  of  the  lumber  rate  adjustment 
was  a  departure  from  the  custom  of  carriers  in  making  rates 
from  Florida,  that  of  full  combination  on  Jacksonville,  even  if 
the  traffic  did  not  move  through  that  point. 

Prior  to  the  hearing  the  carriers  offered,  although  not  con- 
ceding the  rates  to  be  unreasonable,  to  establish  specific  joint 
rates  from  Perry,  Athena,  Carbur  and  Salem,  on  rosin,  three  cents 
higher  than  the  rates  from  Quitman,  Ga.,  and  six  cents  higher 
on  turpentine  than  the  rates  from  Quitman. 

The  Commission,  instead  of  taking  that  basis,  said  that  the 
rates  should  be  made,  on  or  before  June  29,  three  cents  higher 
on  rosin  and  six  cents  higher  on  turpentine,  than  the  rates  from 
Jacksonville.  Reparation  was  denied  on  the  ground  that  there 
was  no  specific  proof  of  damage. 


FUEL  OIL  IN  FLORIDA 

The  Commission  has  dismissed  No.  10862,  International 
Agricultural  Corporation  et  al.  vs.  Seaboard  Air  Line  et  al., 
opinion  No.  6729,  60  I.  C.  C.  726-32,  holding  that  the  rates  on 
fuel  oil,  in  tank  cars,  from  Tampa  and  Port  Tampa,  to  destina- 
tions in  the  phosphate  rock  district  of  the  Bone  Valley  in  Florida 
had  not  been  shown  to  be  unreasonable.  Commissioner  Aitchi- 
son  wrote  a  long  report  detailing  the  history  of  the  increases 
in  the  low  rate  established  on  fuel  oil  in  1902  when  the  miners 
of  phosphate  rock  had  nearly  exhausted  the  supply  of  wood  in 
that  part  of  the  state.  The  Plant  railroad  then  made  a  blanket 
rate  of  sixty  cents  a  ton  on  fuel  oil.  The  rate  on  coal  exclusive 
of  handling  charges  at  the  ports  was  about  60  cents  a  ton  and 
that  fact,  the  report  suggests,  may  have  influenced  the  estab- 
lishment of  that  low  rate.  The  rate  was  increased  in  July, 
1902,  to  64.5  cents  per  ton,  the  addition  being  made  to  cover 
the  mileage  allowance  that  had  to  be  made  on  the  tank  cars. 
The  rate  at  present  is  $1.50  per  ton.  There  is  a  loaded  move- 
ment in  both  directions  in  the  tank  cars.  On  that  account  the 
complainants  contended  that  any  rate  in  excess  of  80  cents  a 
ton  was  unreasonable. 

Commissioner  Aitchison  discussed  the  earnings  under  the 
$1.50  rate  and  came  to  the  conclusion  that  it  had  not  been  shown 
to  be  unreasonable,  although  greatly  increased  in  percentage. 
The  case  was  brought  on  the  theory  that,  while  the  rail  rates 
are  wholly  intrastate,  the  traffic  is  part  of  the  interstate  and 
foreign  commerce  of  the  country  and  therefore  subject  to  the 
jurisdiction  of  the  Commission.  The  Commission  agreed  that 
it  had  jurisdiction. 


DECIDUOUS  AND  CITRUS  FRUITS 

In  a  report  by  Commissioner  Aitchison  on  No.  10882,  Ryan 
Fruit  Co.  et  al  vs.  Southern  Pacific  et  al,  opinion  No.  6730,  60 
I.  C.  C.  733-6,  the  Commission  condemned  as  unreasonable,  be- 
cause in  excess  of  the  aggregate  of  the  intermediates,  rates  on 
deciduous  and  citrus  fruits  from  group  1  points  in  California, 
as  designated  in  Pacific  Freight  Bureau  I.  C.  C.  167,  to  Salt 
Lake  City  and  Ogden.  Prior  to  June  25,  1918,  the  rates  were 
$1  plus  the  locals  from  points  outside  the  group.  The  attack, 
however,  was  confined  to  the  $1  rate,  which  under  General  Order 
No.  28  became  $1.25. 

Contemporaneously  there  were  combinations  of  class  C  rates 
via  Ola  and  Tecoma,  Nev.,  of  99  and  98  cents.  The  railroads 
contended,  however,  that  in  the  absence  of  a  joint  through 
class  C  rate,  the  tariff  forbade  the  use  of  the  combination.  The 
$1  rate  was  a  commodity  rate  wholly  in  line  with  the  maximum 
permitted  by  the  Commission  Commercial  Club,  Salt  Lake  City 
vs.  A.  T.  &  S.  F.,  19  I.  C.  C.  218. 

Commissioner  Aitchison  said  that  notwithstanding  the  con- 
tentions of  the  carriers  it  was  possible  for  a  shipper  to  forward 
a  car  of  fruit  via  Ola  or  Tecoma  and  get  the  benefit  of  the  two 
class  C  rates  and  that  that  brought  them  within  the  rule  of  the 
fourth  section,  tariff  restrictions  to  the  contrary  notwithstand- 
ing. He  said  that  other  than  than  the  fact  that  the  through 
rate  was  in  excess  of  the  aggregate  of  the  intermediates,  nothing 
could  be  said  against  the  through  charges.  The  record,  he  said, 
did  not  show  them  unreasonable.  The  record  also  failed  to 
disclose  any  justification  of  the  rule  of  the  fourth  section. 

The  carriers  are  to  publish  a  through  rate  or  rates  not  in 
excess  of  the  aggregate  of  the  intermediates  on  or  before  June 
25  and  make  reparation  to  the  basis  of  the  aggregates. 

MILLER'S  CREEK  R.  R.  COMMON  CARRIER 

In  a  report  written   by  Commissioner  Meyer  on  No.   10987 

Consolidation  Coal  Co.  vs.  Chesapeake  &  Ohio  et  al.,  opinion  No 

39,   60   I.   C.   C.   763-8,   the   Commission   again   condemned   the 

policy  of  the  principal  defendant,  which  is  to  restrict  its  group 

*  on  coal  so  that  they  will  apply  only  from  mines  on  its  own 


rails  or  from  its  own  rails  and  such  connections  as  it  deems, 
for  one  reason  or  another,  as  entitled  to  joint  rates. 

The  status  of  the  Miller's  Creek  Railroad  became  pertinent 
in  this  case  because  it  is  a  little  road  about  five  miles  long,  near 
Johnson,  Ky.,  built  and  operated  by  the  complainant  but  owned, 
since  January  1,  1918,  by  the  Baltimore  &  Ohio,  which  has  paid 
its  deficits  since  that  time.  Negotiations  looking  to  the  transfer 
of  the  road  to  the  B.  &  O.  were  begun  in  1912.  During  federal 
control  the  complainant  operated  the  Miller's  Creek  road  because 
it  was  not  retained  under  federal  control  and  the  B.  &  0.  did 
not  wish  to  establish  a  separate  organization  for  it.  While  the 
road  does  not  do  all  the  things  a  larger  road  does,  it  makes 
reports  to  the  state  and  federal  authorities  and  is  not  a  pro- 
prietary road  in  any  sense  of  the  word. 

Under  the  decision  announced  in  this  case  it  is  held  to  be 
a  common  carrier  and  the  Consolidation  Coal  Company  is  .en- 
titled to  the  group  five  Big  Sandy  district  rates  established  by 
the  Chesapeake  &  Ohio  just  as  if  its  mines  were  on  the  rails  of 
the  C.  &  O.  From  February  3,  1910,  to  February  1,  1912,  the 
switching  charge  of  $2.50  per  car  of  the  Miller's  Creek  road  was 
absorbed.  Because  the  cancellation  of  the  absorption  took  place 
after  1910,  Commissioner  Meyer  said  the  burden  of  justifying  the 
increase  in  the  rate  was  upon  the  defendant.  The  justification 
offered  was  the  policy  of  the  C.  &  0.  not  to  make  arrangements 
calling  for  a  division  of  its  rates  with  small  independent  roads. 
It  contends  that  its  rates  are  so  low  that  it  cannot  afford  to 
divide  them.  It  defended  division  of  rates  with  the  Sandy  Valley 
&  Elkhorn  and  the  Long  Ford  roads  on  the  ground  that  they 
were  under  federal  control,  whereas  the  Miller's  Creek  was  not. 

Against  the  protest  of  the  C.  &  0.  and  upon  the  application 
of  the  complainant,  the  district  or  group  rates  were  made 
applicable  from  and  after  October  6,  1919.  For  two  years  prior 
to  that  time  the  complainant,  selling  coal  under  the  prices  fixed 
by  the  Fuel  Administration,  did  not  have  to  assume  any  of  the 
transportation  charges,  so  it  was  not  interested  in  the  fact  that 
the  charges  of  the  Miller's  Creek  road  were  added  to  the  junc- 
tion point  rates. 


RATES  ON  GROUND  LIMESTONE 

Application  of  the  old  rule,  that  undue  prejudice  cannot  be 
founded  on  the  fact  that  one  railroad  makes  a  lower  rate  than 
another  to  a  common  destination,  is  made  in  a  report  on  No. 
11302,  Stone  Products  Co.  vs.  A.  T.  &  S.  F.  et  al.,  opinion  No. 
6751,  61  I.  C.  C.  51-4.  Its  application  resulted  in  the  dismissal 
of  the  complaint  on  a  holding  that  the  rate  on  ground  limestone, 
from  Bedford,  Ind.,  to  Streator,  111.,  was  not  unreasonable  or 
unduly  prejudicial. 

The  complainant  attacked  a  rate  of  9  cents  per  100  pounds 
from  Bedford  to  Streator  as  unduly  prejudicial  in  comparison 
with  a  rate  of  $1.20  per  ton  from  Alton  to  Streator.  These  rates 
do  not  include  the  increases  made  as  a  result  of  Ex  Parte  No.  74. 

The  short-line  routes  from  Bedford  to  Streator,  over  the 
Monon  and  the  Chicago,  Terre  Haute  &  Southeastern,  are  272 
and  275  miles,  respectively.  The  Alton  has  two  intrastate  routes 
from  Alton  to  Streator,  one  195  and  the  other  206  miles  long. 
Another  route  is  via  the  Chicago,  Peoria  &  St.  Louis  and  the 
Santa  Fe,  229  miles  long. 

Prior  to  October  1,  1914,  the  rate  on  ground  limestone  from 
Bedford  to  Streator  was  $1.30.  Under  the  five  and  fifteen  per 
cent  cases  it  became  $1.60  and  under  General  Order  No.  28  it 
became  $1.80.  The  Alton-Streator  intrastate  route  rate  did  not 
move  up  under  the  fifteen  per  cent  case.  Prior  to  the  effective 
date  of  the  rates  caused  by  the  fifteen  per'  cent  case,  the  com- 
plainants sold  their  limestone  to  the  glass  and  bottle  factories 
at  Streator  in  competition  with  the  ground  limestone  from  Alton. 
Since  that  time,  however,  the  difference  in  the  rates  has  kept 
it  out  of  the  Streator  market. 

At  the  hearing  it  was  brought  out  that  under  the  Illinois 
scale  the  rates  for  the  Bedford-Streator  distances  would  be  from 
$1.50  to  $1.70,  or  from  thirty  to  fifty  cents  higher  than  the  rate 
for  the  Alton-Streator  distance  over  the  Alton's  single-line  haul. 

The  complainant  suggested  that  the  spread  of  60  cents  a 
ton  now  in  effect  should  be  decreased  to  twenty  or  thirty  cents 
per  ton,  preferably  by  increasing  the  Alton  rate  somewhat  and 
decreasing  the  Bedford  rate  a  little. 

Illinois  scales  were  introduced  to  show  a  relatively  higher 
basis  of  rates  in  Indiana.  The  principal  witness  for  the  defend- 
ants testified  that  the  rates  on  ground  limestone  from  Bedford 
to  destinations  in  Indiana,  Illinois  and  other  states  were  origi- 
nally made  approximately  60  per  cent  of  the  sixth  class  rate. 
The  five  and  fifteen  per  cent  cases  and  General  Order  No.  28 
disturbed  that  relationship  to  sixth  class  and  that  now  the  Bed- 
ford rates  are  somewhat  less  than  60  per  cent  of  sixth.  The 
defendants  showed  the  Commission,  and  it  so  held,  that  the 
Bedford-Streator  rates  are  properly  aligned  with  other  rates  from 
the  Bedford  district  to  destinations  in  Indiana,  Illinois  and  Ohio; 
also  that  the  ton-mile  and  car-mile  earnings  to  destinations  in 
Illinois  are  as  high  as  to  destinations  in  Ohio. 

The  Commission  said  that  to  increase  the  Alton-Streator 
rate  would  simply  cause  the  traffic  to  move  from  other  points 
to  Streator.  The  railroads  contend  that,  in  view  of  the  fact 
that  the  Bedford-Streator  route  is  over  two  lines  under  more 
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difficult  operating  conditions,  the  Alton-Strcator  and  the  Bedford- 
Streator  rates  are  both  reasonable. 

With  regard  to  undue  prejudice,  the  Commission  pointed  out 
i  hat  while  the  Alton-Streator  rate  Is  on  a  slightly  lower  basis 
than  the  Bedford-Streator  rate,  the  lino-haul  carriers  from  Alton 
to  Streator  do  not  participate  In  the  line  haul  from  Bedford  to 
stn-ator  and  are  not  responsible  for  the  rate  to  which  objection 
Is  made.  Conversely,  the  line-haul  carriers  from  Bedford  to 
Stn-ator  are  not  responsible  for  the  rate  from  Alton  to  Streator. 
In  disposing  of  that  phase  of  the  case  the  Commission  called 
ntlon  to  the  fact  that  In  the  Iron  ore  rate  cases  (41  I.  C.  C. 
181-90)  it  said  that  "it  Is  a  well  established  principle  that  undue 
prejudice  or  preference  may  riot  be  said  to  exist  as  between 
shippers  or  communities  unless  the  same  carrier  serves  them 
or  participates  In  their  traffic,  and  the  transportation  conditions 
are  shown  to  be  substantially  similar." 


sugar  and  chocolate.  Press  cloth  IB  the  raw  material  from  which 
the  cloths  or  mats  are  cut.  More  than  5,000,000  pounds  are 
annually  shipped  from  the  mills  that  specialize  In  the  manufac- 
ture of  that  kind  of  textiles. 


RATES  ON  FRESH  MEATS,  ETC. 

Holding  that  the  rates  had  not  been  shown  to  be  unreason- 
able, the  Commission  has  dismissed  No.  11620,  Swift  &  Co.  et  al. 
vs.  Canadian  Railways,  Director  General,  et  al.,  opinion  No. 
6734,  60  I.  C.  C.  747-9.  The  allegation  was  that  the  rates  on 
fresh  meats  and  packing  house  products  and  miscellaneous  com- 
modities between  Winnipeg  and  Alberta,  on  the  one  hand,  and 
numerous  points  to  the  south  and  east  on  the  other,  including 
St.  Paul,  Chicago,  Omaha  and  New  York,  between  June  25.  1918, 
and  February  1,  1919,  were  unjust  and  unreasonable.  The  com- 
plainants contended  that  the  25  per  cent  increase  in  so  far  as  it 
pertained  to  the  haul  in  the  United  States  should  have  been 
based  on  the  rates  in  effect  prior  to  the  15  per  cent  increase, 
instead  of  the  rates  in  effect  on  June  24,  because  that  was  the 
basis  on  which  the  railroad  commissioners  in  Canada  first  per- 
mitted increases  for  the  hauls  in  Canada.- 


RATES  ON  PEANUT  OIL 

The  Commission  has  dismissed  No.  11422,  Procter  &  Gamble 
Co.  vs.  Director-General,  as  agent,  opinion  No.  6736,  60  I.  C.  C. 
757-8,  on  a  holding  that  the  rates  on  peanut  oil  from  Suffolk, 
Va.  to  Macon,  Ga.,  were  not  unreasonable  or  unduly  prejudicial. 
While  no  exceptions  were  filed  to  the  report  of  the  examiner,  the 
Commission  reached  a  conclusion  unlike  that  reached  by  the 
txaminer.  The  latter  recommended  a  finding  that  a  rate  of 
36  cents  would  have  been  reasonable.  The  northbound  rate  was 
32.5  cents  but  the  examiner  thought,  the  southbound  might  well 
be  a  bit  higher.  The  Commission,  however,  made  the  south- 
bound rate  the  same  as  the  northbound.  On  the  shipments  in 
question  the  complainant  paid  95  cents  on  less  than  carloads  and 
54  cents  in  carloads.  Commissioner  Eastman,  in  a  dissent, 
pointed  out  that  there  were  no  exceptions  to  the  report  either  by 
the  carrier  or  the  complainant  and  added  his  opinion  that  there 
was  insufficient  reason  for  overturning  the  recommendation  of 
the  examiner,  to  which  neither  side  excepted. 


HAIR,  WOOL,  COTTON  PRESS  CLOTH 

On  a  full  record  as  to  hair  or  wool  and  cotton  press  cloths, 
made  in  No.  10790,  Interstate  Cotton  Seed  Crushers'  Association 
vs.  Alabama  &  Vicksburg  et  al.,  opinion  No.  6740,  61  I.  C.  C.  1-9, 
the  Commission  has  held  that  the  imposition  of  first  class  rates, 
any-quantity,  on  hair  or  wool  and  cotton  press  cloth,  from  Bos- 
ton, New  York,  Philadelphia  and  related  points,  to  Texas  and  to 
the  southeast,  from  Houston,  Texas  to  points  in  the  southeast, 
and  between  points  in  the  southeast,  is  not  unreasonable  as  to 
less  than  carload  quantities,  but  unreasonable  as  to  carload 
quantities.  Third  class  in  carloads,  minimum  30,000,  subject 
to  rule  34  of  the  Consolidated  Classification  is  to  be  established 
on  or  before  July  9. 

The  decision  is  a  reversal  of  the  finding  in  No.  9236,  Oriental 
Textile  Mills  vs.  Alabama  &  Vicksburg,  48  I.  C.  C.  31,  in  which 
the  prayer  was  for  carload  ratings  to  Atlanta  and  other  points 
in  the  southeast.  The  Commission  in  that  case  said  that  it 
would  be  unfair  to  single  out  Atlanta  as  the  point  to  which  car- 
load rates  would  apply.  At  that  time  cotton  press  cloth  took 
fourth  class,  in  carloads,  but  the  hair  or  wool  cloth  took  first 
class.  On  August  15,  1920,  the  rating  on  cotton  press  cloth  was 
increased  to  first  class  any-quantity  because  cotton  and  hair  or 
wool  press  cloth  come  into  competition,  although  the  first  men- 
tioned kind  is  supposed  to  be  better. 

The  defendants  took  the  position  that  there  was  no  necessity 
for  a  carload  rating  because  the  movement  in  carload  quantities 
is  so  small,  and  further  because  the  establishment  of  a  carload 
rating  would  put  the  big  mills  at  an  advantage  over  the  smaller 
ones. 

Commissioner  Aitchison  pointed  out  that  the  small  volume 
argument  was  not  very  weighty  in  view  of  the  fact  that  there 
are  carload  ratings  on  baseball  bats,  bird  seed,  fossils,  human 
bones,  confetti,  clay  smoking  pipes  and  pyrographic  wooden 
novelties  on  which  the  movement  is  smaller. 

Press  cloths  are  used  by  all  the  vegetable  oil  mills;  by  the 
packers  for  separating  fats;  manufacturers  of  dyes;  in  the 
separation,  by  filtration,  of  minerals;  and  in  the  refinement  of 


IRON  AND  STEEL,  TEX.  TO  LA. 

The  Commission,  in  a  report  on  I.  and  S.  No.  1254,  Iron 
and  Steel  Articles  from  Oalveston  and  Houston  to  Louisiana, 
has  ordered  the  carriers  to  cancel  the  suspended  schedules  on 
or  before  May  6.  The  report  was  put  out  in  mimeographed 
form  without  paging  or  opinion  number,  on  account  of  the 
necessity  for  the  Commission  to  act  before  the  expiration  of 
the  suspension  date.  The  carriers,  the  report  said,  made  no 
effort  to  justify  the  cancellation  of  a  routing  rule  applicable  on 
iron  and  steel  articles  from  Houston  and  Oalveston  to  that  part 
of  Louisiana  west  of  the  Mississippi. 

The  effect  of  the  cancellation  is  to  leave  in  operation  the 
rule  established  September  21,  1920,  whereby,  where  there  are 
two  routes,  the  traffic  may  be  forwarded  over  either  route,  at 
the  lowest  rate,  with  rates  to  Intermediate  points  not  exceed- 
ing the  distance  scale  or  the  combination  of  locals.  The  rule 
that  was  proposed  as  a  substitute  provided  merely  that  If  the 
routes  lay  through  Beaumont  or  Orange,  the  rates  available 
from  Houston  would  also  apply  from  Beaumont  and  Orange. 
No  explanation  as  to  the  purpose  to  be  served  was  made  in  con- 
nection with  the  case. 


RATES  ON  PIPE  AND  FITTINGS 

Findings  of  unreasonableness  and  awards  of  reparation  have 
been  made  in  No.  10771,  United  Iron  Works  Co.  vs.  A.  T.  & 
S.  F.  et  al.,  and  about  twenty  cases  grouped  therewith,  opinion 
No.  6747,  61  I.  C.  C.  33-42.  The  Commission  held  that  rates  on 
iron  pipe  fittings  from  Okmulgee,  Okla.,  to  destinations  in  Mis- 
souri, especially  St.  Louis,  Illinois,  Kansas  and  'Texas,  since 
1917,  were  and  are  unreasonable  and  unduly  prejudicial  against 
the  complainant,  which  ships  from  Okmulgee  in  competition 
with  manufacturers  in  St.  Louis  and  east  thereof.  The  Commis- 
sion further  held  that  the  rates  on  wrought  iron  pipe  from 
points  in  Oklahoma,  especially  Okmulgee,  to  destinations  in 
Texas,  especially  the  Fort  Worth-Dallas  group,  were  and  are 
unreasonable.  Reparation  is  to  be  made  on  account  of  both 
sets  of  unreasonable  rates.  The  beneficiaries  will  be  the  Roxana 
Petroleum  Company,  Frick-Reid  Supply  Company,  McCann  Oil 
&  Gas  Company,  Sinclair-Gulf  Pipe  Line  Company  and  the  Sin- 
clair-Gulf Oil  Company. 

The  gravaman  of  the  complaints  was  that  while  the  carriers 
on  pipe  and  fittings  from  the  east  maintained  commodity  rates 
materially  less  than  fifth  class,  they  exacted  fifth  class  on  pipe 
and  fittings  from  Okmulgee  to  the  east  and  from  Okmulgee  into 
Texas.  In  addition,  the  carriers  made  westbound  commodity 
rates  through  Okmulgee  higher  than  the  rates  from  Okmulgee, 
in  violation  of  the  fourth  section. 

The  fifth  class  rates  applied  on  a  minimum  of  40,000  pounds, 
while  the  lower  commodity  rates  applied  on  a  minimum  of 
46,000  pounds.  The  complainants,  however,  expressed  willing- 
ness to  pay  on  the  higher  minimum  if  they  were  but  given 
commodity  rates  as  low  as  their  competitors. 

The  carriers  are  required  to  establish  rates,  on  or  before 
July  1,  as  follows:  Okmulgee  to  the  Dallas-Fort  Worth  group, 
40  cents  on  a  46,000-pound  minimum,  subject  to  the  increases 
in  Ex  Parte  No.  74;  from  Okmulgee  to  Dallas-Fort  Worth,  to 
Texas  common  points,  Galveston  and  Houston  not  more  than 
9  cents  less  than  the  contemporaneous  rates  from  St.  Louis;  and 
from  Gushing,  Okla.,  to  Graford,  Tex.,  40  cents;  from  Quay, 
Okla.,  to  Burkburnett  and  Wichita  Falls,  Tex.,  40  cents;  from 
Cleveland,  Okla.,  to  Wichita  Falls  and  Mag,  Tex.,  40  cents;  from 
Tribby  and  Hennessey,  Okla.,  to  Ranger,  Tex.,  40  cents;  from 
Hennessey,  Okla.,  to  Olden,  Tex.,  40  cents;  and  from  Shamrock, 
Okla..  to  Ranger,  Tex.,  47.5  cents,  subject  to  a  minimum  weight 
of  46,000  pounds  and  to  the  increases  authorized  in  Increased 
Rates,  1920. 


BASIS  FOR  COAL  RATES  PRESCRIBED 

In  a  report  on  No.  6194,  Holmes  &  Hallowell  Co.  vs.  Great 
Northern  et  al.,  No.  7895,  Traffic  Bureau  of  the  Commercial  Club 
of  Aberdeen,  S.  D.,  vs.  Great  Northern,  and  the  hundreds  of 
related  cases  and  sub-numbers,  opinion  No.  6723,  60  I.  C.  C. 
687-714,  the  Commission  wiped  out  of  existence  the  remnants 
of  the  commodity  scales  enacted  by  the  Minnesota  legislature 
In  1907.  It  did  that  by  prescribing  a  mileage  scale  of  rates 
applicable  on  hard  and  soft  coal  from  the  head  of  the  lakes 
to  destinations  in  Minnesota  and  the  two  Dakotas,  which  is  to 
become  operative  on  or  before  July  6,  plus  the  35  per  cent  in- 
crease allowed  in  Ex  Parte  No.  74.  The  scale,  for  the  maximum 
distance  of  625-50  miles,  allows  a  rate  of  $3.85  on  soft  coal  and 
$4  on  hard  coal,  with  rates  on  coke  and  briquets  made  in  the 
customary  relation  to  the  rates  on  coal. 

Under  the  decision  in  this  case  the  rate  on  soft  coal  from 
head  of  the  lakes  to  the  farthest  point  therefrom  becomes  $5.20. 
In  terms  the  Commission  prescribed  rates  for  application  to 
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anthracite  fifteen  cents  a  ton  higher  than  on  soft  coal.  Under 
that  rule,  if  the  fifteen-cent-per-ton  arbitrary  is  observed,  the 
rate  on  hard  coal  for  the  maximum  distance  cannot  exceed  $5.35. 
If  the  straight  percentage  rule  of  Ex  Parte  No.  74  is  observed, 
the  rate  for  the  maximum  distance  on  hard  coal  will  become 
$5.40.  The  Commission  said  nothing  about  the  difference  result- 
ing from  the  promulgation  of  conflicting  rules.  Application  of 
the  percentage  rule  to  some  of  the  shorter  distances  would  give 
the  carriers  less  than  fifteen  cents  over  soft  on  hard  coal. 

Some  testimony  showed  that  the  average  haul,  when  the 
rates  were  lower,  was  about  312  miles.  For  traffic  moving  the 
average  distance,  the  rates  for  the  future  will  be  $2.45  and  $2.60 
plus  35  per  cent.  The  rate  for  the  minimum  distance,  thirty 
miles  apd  under,  is  80  cents  per  ton  on  each  variety.  The  arbi- 
trary begins  on  rates  for  hauls  of  over  forty  but  not  more  than 
fifty  miles. 

This  decision,  written  by  Commissioner  McChord,  is  sup- 
posed to  put  an  end  to  a  controversy  that  has  raged  since  1898. 
In  that  year  a  strong  agitation  was  begun  in  Minnesota  for  a 
reduction  in  rates.  The  legislature,  in  1903,  made  a  reduction 
in  rates.  The  agitation  continued  and  three  years  later,  the 
carriers,  in  an  effort  to  head  off  more  legislation,  made  a  re- 
duction, but  it  did  not  have  the  effect  the  railroads  wished  it 
to  have.  In  1907  the  Cashman  law  was  enacted.  The  rates 
prescribed  by  it  were  enjoined  and  did  not  become  operative 
until  1913,  when  the  Supreme  Court  of  the  United  States,  in 
what  is  known  as  the  Minnesota  Rate  case,  laid  down  the  law 
as  being  that  the  United  States  could  go  into  a  state  and  make 
rates  in  the  discharge  of  its  duty  and  power  to  regulate  inter- 
state commerce,  but  that  in  this  instance  it  had  not  done  so. 
Therefore  the  Minnesota  rates  were  put  into  effect. 

The  decision  in  that  case  foreshadowed  the  decision  in  the 
Shreveport  case,  in  which  the  Commission  had  held  that  it  had 
the  power  to  order  the  removal  of  discriminations  against  Lou- 
isiana and  the  shippers  in  Louisiana  which  the  railroads  had 
made  in  obedience  to  the  orders  of  the  legislature  and  railroad 
commission  of  Texas.  The  announced  theory  of  the  men  re- 
sponsible for  the  framing  and  passage  of  the  transportation  act 
of  1920,  in  so  far  as  it  relates  to  the  removal  of  discriminations 
by  states,  was  that  they  were  writing  the  rule  in  the  Shreve- 
port case  into  the  interstate  commerce  law.  Under  what  they 
wrote  the  Commisison  has  ordered  the  removal  of  discrimina- 
tions caused  by  the  failure  of  the  authorities  of  those  states  to 
follow  the  rules,  rates  and  principles  laid  down  by  it  in  Ex  Parte 
No.  74. 

In  a  way  of  speaking,  therefore,  while  the  case  is  wholly 
confined  to  the  rates  on  coal  from  the  head  of  the  lakes  to 
destinations  in  Minnesota  and  the  Dakotas,  it  completes  the 
cycle,  and,  in  theory,  rounds  out  the  doctrine  laid  down  by  the 
Supreme  Court  in  Gibbons  vs.  Ogden,  which,  in  itself,  was  the 
culmination  of  the  controversy  between  New  York  and  New 
Jersey  over  the  navigation  of  the  Hudson  by  the  steamboat 
perfected  by  Fulton  in  1807,  just  a  century  before  the  Minnesota 
legislature  prescribed  the  rates  that  are  to  be  eliminated  on  or 
before  July  6. 

Two  sets  of  cases  were  combined  in  this  one  report,  al- 
though they  were  never  formally  joined.  The  ones  bracketed 
with  the  Holmes  &  Hallowell  case  McChord  called  the  Minne- 
sota cases.  The  others  grouped  under  the  Aberdeen  case  were 
known  as  the  South  Dakota  cases.  The  mere  enumeration  of 
the  cases  under  the  titles  occupied  two  and  a  half  pages  of 
small  type  in  the  Commission's  report,  probably  150  or  more. 
Substantially  only  one  issue  was  involved;  that  is,  whether  the 
rates  in  effect  are  reasonable  and  non-discriminatory,  and  Com- 
missioner McChord  disposed  of  them  all  on  the  theory  that  if 
he  prescribed  a  reasonable  scale  for  application  from  the  points, 
at  the  head  of  the  lakes  where  lake  cargo  coal  is  dumped  on 
the  northwestern  docks,  he  would  be  discharging  the  duty  of  the 
Commission. 

The  physical  condition  which  made  possible  the  creation 
of  the  two  sets  of  cases  disposed  of  in  one  report  is  that  some 
of  the  carriers  between  Duluth  and  the  Twin  Cities  have  routes 
wholly  in  Minnesota;  others  have  both  state  and  interstate  routes, 
and  some  have  only  interstate  routes.  The  Minnesota  law  ap- 
plied to  the  wholly  intrastate  routes.  Some  of  the  interstate 
routes  made  rates  to  common  points  the  same  as  the  state  rates. 
The  result  was -confusion.  The  complainants  asked  for  not  only 
reasonable  and  non-discriminatory  rates,  but  reparation  as  well. 
The  Commission  held  the  rates  to  be  unreasonable  as  well  as 
unduly  prejudicial,  but  denied  reparation.  The  complainants, 
the  report  said,  admitted  that  no  damage  resulted  from  the  un- 
due prejudice,  and  that  in  prescribing  reasonable  rates  it  was 
ordering  both  reductions  and  increases.  In  giving  that  as  a 
reason  for  denying  reparation,  the  Commission  went  back  to  its 
old  reason,  namely,  that  the  carriers  could  not  foresee  what  it 
would  do  in  making  a  general  revision  such  as  this  and  there- 
fore should  not  be  held  responsible,  in  damages,  for  having  failed 
to  guess  that  such  and  such  a  rate  would  be  held  to  be  the 
reasonable  charge  for  the  service. 

Some  of  the  complainants  fought  for  the  Minnesota  scale 
rates,  not  because  they  were  Minnesota  rates,  but  because  they 
thought  that,  in  view  of  all  the  circumstances,  they  were  rea- 


sonable. The  South  Dakota  complainants  insisted  that  a  straight 
mileage  scale  to  all  destinations  in  the  eastern  part  of  their 
state  would  be  impracticable.  The  Commission,  however,  pre- 
scribed a  scale  which  will  be  higher  than  the  Minnesota  scale 
would  have  been  had  it  been  inflated  in  accordance  with  the 
prior  decisions  of  the  Commission.  Some  rates  in  effect  now, 
the  report  said,  were  as  low  as  those  in  1898  or  lower,  but 
generally  the  rates  were  higher  than  those  twenty  years  ago. 
As  to  the  carriers  having  circuitous  routes,  the  order  of  the 
Commission  permits  them  to  maintain  higher  rates  at  interme- 
diate points,  provided,  however,  that  the  rates  at  the  interme- 
diate points  do  not  exceed  the  rates  prescribed  in  the  scale  for 
such  distances.  That  means  that  when  the  maximum  has  been 
reached  at  an  intermediate  point  it  will  be  blanketed  to  the 
junction  point  with  the  more  direct  line. 

CHARGES  ON  OLD  RAILS 

An  order  of  dismissal  has  been  made  in  No.  11157,  Central 
Pennsylvania  Lumber  Co.  vs.  Pennsylvania  Railroad  et  al.,  opin- 
ion No.  6727,  60  I.  C.  C.  723-4,  the  Commission  holding  that  the 
sixth  class  rate  on  old  rails,  from  Port  Allegany,  Pa.,  to  Masten, 
Pa.,  in  July  and  September,  1918,  was  not  unreasonable.  The 
complainant  asked  for  a  commodity  rate,  but  could  not  wait  for 
it  to  be  published  before  making  the  shipments.  The  commodity 
rate  established  was  $3.40  per  ton.  No  shipments  of  old  rails 
had  ever  before  been  made  from  Port  Allegany  and  the  carrier 
could  not  have  anticipated  the  movement  by  the  publication  of 
a  commodity  rate  in  line  with  commodity  rates  on  such  a  com- 
modity between  other  points  where  there  had  been  movements. 

RATE    ON    SULPHURIC    ACID 

A  finding  that,  the  rates  on  sulphuric  acid  were  unreason- 
able to  the  extent  they  exceeded  6.3  cents  prior  to  June  25,  1918, 
and  8  cents  after  that  date,  has  been  made  in  a  report  on  No. 
11161,  Illiff-Bruff  Chemical  Co.  vs.  Chicago  &  Eastern  Illinois 
et  al.,  opinion  No.  6726,  60  I.  C.  C.  720-22,  as  to  shipments  Dan- 
ville to  Hoopeston,  111.  A  rate  of  9  cents  was  collected.  Rep- 
aration is  to  be  made  to  the  basis  of  the  rates  held  to  be  rea- 
sonable. 


AUTOMOBILE    GUARD    RAILS 

A  finding  of  unreasonableness  and  an  order  of  reparation 
have  been  made  in  No.  11548,  Benjamin  T.  Crump  Company  vs. 
Director-General,  as  agent,  opinion  No.  6738,  60  I.  C.  C.  761-2,  on 
account  of  an  unreasonable  third  rate  of  57  cents  on  a  carload 
of  automobile  mud  guards  from  Milwaukee  to  Richmond,  Va., 
shipped  in  April,  1918.  The  Commission  held  that  a  reasonable 
rate  would  have  been  fourth  class  at  39  cents  and  ordered  repara- 
tion to  that  basis.  The  lower  rating  was  put  into  effect  last 
December. 


DEMURRAGE   ON    LUMBER 

The  Commission  has  dismissed  No.  11405,  Lowry  Lumber  Co. 
vs.  Boston  &  Maine,  opinion  No.  6732,  60  I.  C.  C.  739-40,  holding 
that  demurrage  charges  on  a  carload  of  lumber  from  Standard, 
La.,  to  Maybrook,  N.  Y.,  held  at  that  point  for  reconsignment  to 
Newburyport,  Mass.,  were  not  unreasonable  or  otherwise  un- 
lawful. 


RATE  ON   SILICA  SAND 

A  finding  of  unreasonableness  and  an  award  of  reparation, 
contrary  to  the  recommendation  of  the  examiner,  have  been  made 
in  No.  11342,  Odell-Daly  Material  Co.  vs.  Missouri  Pacific  et  al., 
opinion  No.  6731,  60  I.  C.  C.  737-8.  The  Commission  condemned 
as  unreasonable  a  rate  of  13.5  cents  on  silica  sand  from  Guion, 
Ark.,  to  Sapulpa,  Okla.,  because  and  to  the  extent  it  exceeded  a 
subsequently  established  rate  of  11  cents.  The  shipper  was 
promised  a  rate  of  11  cents  prior  to  the  movement  of  the  sand, 
but  the  carrier  did  not  publish  it  until  after  the  shipments  be- 
gan. The  legally  applicable  rate  was  31.5  cents,  so  the  ship- 
ments were  wonderfully  undercharged.  The  record  did  not  dis- 
close where  or  by  whom  the  rate  of  13.5  cents  that  was  collected 
was  found. 


IRON  AND  STEEL  ARTICLES 

With  Commissioner  Hall  dissenting,  the  Commission  has 
awarded  reparation  on  a  finding  of  unreasonableness  in  No. 
11305,  A.  O.  Anderson  &  Co.  vs.  Chicago  &  Northwestern  et  al.. 
opinion  No.  6756,  61  I.  C.  C.  64-6,  as  to  the  charges  on  iron  and 
steel  articles  shipped  in  1918,  from  steel  producing  points  in 
Illinois  and  Pennsylvania  to  San  Francisco  and  Seattle  for  ex- 
port. Seventeen  carloads  of  iron  and  steel  articles,  including 
rails,  bars,  band  iron  and  nails,  were  shipped  from  Grand  Cross- 
ing and  Chicago,  III.,  Ellwood  City,  Leechburg  and  Pittsburgh, 
Pa.,  to  the  Pacific  ports  mentioned. 

The  shipments  moved  on  domestic  bills  bearing  the  nota- 
tion, "for  export,"  or  designating  the  ultimate  destination.  At 
the  time  of  the  movement  the  initial  lines  would  accept  traffic 
for  export  only  upon  presentation  of  permits  issued  by  the  ter- 
minal line,  a  prerequisite  to  the  issue  of  such  permits  being 
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i  lie  reservation  of  vessel  space  for  the  movement  beyond  the 
POMS.  The  shipments  involved  In  this  case  were  covered  by 
tin-  necessary  permits.  AI'IIT  they  reached  the  ports  ocean  bills 
of  lading  were  executed  by  the  complainant  in  accordance  with 
tin1  reservation  previously  made  and  the  stuff  was  exported 
without  unusual  delay. 

The  rules  provided  in  substance  that  export  rates  to  San 
Francisco  would  apply  only  on  freight  originally  consign*  <l 
through  with  r;iil.  port  and  ocean  charges  fully  prepaid  or  guar- 
anteed from  point  of  origin  to  a  specific  destination  beyond  the 
port  of  exit,  such  destination  to  be  shown  in  the  bill  of  lading 
issued  at  the  time  of  shipment  and  for  which  through  export 
bill  was  issued  prior  to  arrival  of  freight  at  the  port  of  exit. 
To  Seattle  it  was  provided,  effective  December  26,  1918,  that  the 
export  rate  would  apply  only  on  freight  for  which  a  through 
export  bill  had  been  issued  in  exchange  for  the  original  shipping 
receipt  or  domestic  bill  within  15  days  from  the  date  thereof. 

The  complainant  in  this  case  did  not  comply  with  the  terms 
of  these  rules  either  because  of  Its  negligence  or  ignorance  on 
the  part  of  its  employes,  or  by  reason  of  the  commercial  features 
til'  the  transaction,  the  result  being  that  the  carriers  assessed 
domestic  rates,  ranging  from  65  cents  to  $1.25,  plus  terminal 
charges.  Since  the  movement  of  the  freight  in  this  case  the 
rules  have  been  modified  so  as  to  permit  the  application  of 
export  rate  plus  specified  terminal  charges  to  shipments  han- 
dled in  the  same  manner  as  those  under  consideration  in  this 
case.  The  complainant  did  not  attack  the  measure  of  the  do- 
mestic rates  as  such.  Its  sole  contention  was  that  these  ship- 
mints  were  in  fact  export,  in  the  same  manner  as  they  would 
have  been  had  the  rules  been  obeyed;  that  the  assessment  of 
domestic  rates  was  in  the  nature  of  a  penalty  for  failure  to 
comply  with  the  rules,  which  compliance  would  not  have  caused 
any  change  in  the  method  of  handling;  and  that  the  charges 
were  unreasonable  because  and  to  the  extent  that  they  exceeded 
those  that  would  have  accrued  at  the  export  rates  plus  terminal 
charges  in  accordance  with  the  provisions  of  the  subsequently 
filed  tariffs. 

In  justification  the  carriers  said  that  these  rules  were  estab- 
lished as  an  emergency  measure  to  relieve  the  congestion  at 
the  ports  and  to  assure  the  passage  of  exports  without  unneces- 
sary delay.  They  contended  that  the  complainant  had  ample 
time  and  opportunity  to  comply  with  the  rule  and  assert  that 
event  the  higher  domestic  rates  assessed  were  notoriously  low. 

The  Commission  said  that,  conceding  the  necessity  for  the 
rules  to  prevent  congestion,  it  appeared  that  these  shipments 
did  not  contribute  to  the  congestion  at  the  ports  any  more  than 
they  would  have  done  had  there  been  a  strict  compliance  with 
the  rule.  It  said  that  the  only  result  was  the  imposition  of 
charges  which  in  the  circumstances  were  unreasonable  in  com- 
parison with  those  contemporaneously  applicable  to  other  export 
shipments  handled  in  substantially  the  same  manner,  but  in 
connection  with  which  the  formalities  of  the  rule  were  observed. 

This  report  also  covers  No.  11307,  W.  R.  Grace  &  Co.  vs. 
C.  B.  &  Q.  et  al.;  No.  11307,  Sub-No.  1,  Same  vs.  Illinois  Cen- 
tral; No.  11307,  Sub-No.  2,  China  Agency  &  Trading  Co.  vs. 
A.  T.  &  S.  F.  et  al.;  and  No.  11308,  Oriental  Products  Co.,  Inc., 
vs.  C.  M.  &  St.  P.  et  al. 

In  his  dissent  Commissioner  Hall  said  he  doubted  the  sound- 
ness of  the  conclusions  stated  in  the  majority  report.  He  said 
that  conditions  in  1918  compelled  the  carriers  to  adopt  the  rules 
under  which  the  shipments  moved.  The  statute,  he  said,  re- 
quires that  the  tariff  be  strictly  applied;  therefore  he  thought 
the  complaint  should  be  dismissed. 

FT.  WORTH  BELT  SWITCHING 

In  a  report  on  No.  11935.  Swift  &  Co.  et  al.  vs.  Fort  Worth  & 
Denver  City  et  al.,  opinion  No.  G759,  61  I.  C.  C.  77-9,  the  Commis- 
sion has  found  not  justified  the  increased  through  charges  on 
interstate  shipments  to  and  from  industries  on  the  Fort  Worth 
Belt  Railway  at  Fort  Worth  under  schedules  which  limited  the 
amount  of  switching  charges  absorbed  by  the  M.  K.  &  T.  and  the 
Texas  &  Pacific.  The  specific  finding  is  that  the  rates  and 
charges  between  interstate  destinations  and  industries  and  the 
stock  yards  served  by  the  Belt  at  Fort  Worth  in  connection  with 
the  two  trunk  line  carriers  mentioned,  were  unreasonable 
in  the  period  between  October  16,  1920,  and  January  24,  1921; 
and  November  18,  1920.  and  January  11,  1921,  inclusive,  to  the 
extent  that  they  exceeded  the  line  haul  rate  from  and  to  Fort 
Worth  to  and  from  the  same  points  on  like  traffic  to  the  extent 
of  85  cents  per  car.  The  first  of  the  two  periods  covers  the  time 
of  non-absorption  by  the  M.  K.  &  T.  and  the  second  of  the  Texas 
&  Pacific.  The  Commission  said  that  no  order  for  the  future 
was  deemed  necessary,  but  that  the  proceedings  would  be  held 
open  for  proof  with  respect  to  reparation. 

This  formal  complaint  was  in  the  nature  of  an  appendix  to 
the  Investigation  and  Suspension  proceedings  disposed  of  in  61 
I.  C.  C.  73,  in  which  the  Commission  found  that  the  respondents 
had  not  justified  the  increases  resulting  from  the  refusal  of  the 
Texas  &  Pacific  and  the  M.  K.  &  T.  to  absorb  the  switching 
charges  of  the  Fort  Worth  Belt. 

The  complaint  contained  a  prayer  for  joint  rates  in  lieu  of 


through  rates  out  of  which  the  switching  charge*  would  be  ab- 
Horbed.  It  was  made,  the  report  said,  BO  that  shipper*  served 
by  the  Belt  might  not  he  subjected  to  Increased  charges  in  the 
future  on  account  of  controversies  between  the  line  haul  carriers 
and  the  switching  line  as  to  the  amount  the  Belt  should  receive 
for  its  services.  The  Commission  said  that  while  It  must  con- 
demn the  attempt  of  the  line  haul  carriers  and  the  Belt  to  force 
an  Issue  as  to  divisional  arrangement  In  this  manner  It  would 
not  now  require  a  change  in  the  mere  form  of  their  tariff  pub- 
lication to  preclude  a  recurrence  of  such  action.  The  through 
rates,  It  added,  now  provide  for  industry  deliveries  on  the  Belt. 


REPARATION   ON    ASPHALTUM 

An  order  of  reparation  has  been  made  In  No.  11594,  Na- 
tional Asbestos  Mfg.  Co.  VH.  Central  Railroad  Co.  of  New  Jersey 
et  al.,  opinion  No.  6752,  Cl  I.  C.  C.  54-5.  on  account  of  an  unrea- 
sonable rate  on  asphalt,  in  the  period  of  federal  control  from 
Bayonne,  Constable  Hook  and  Waters,  N.  J.,  to  Jersey  Avenue 
Station,  Jersey  City.  A  sixth  class  rate  of  7  cents  was  applied 
on  hauls  ranging  from  5.1  to  14  miles.  The  Commission  held 
that  it  was  unreasonable  to  the  extent  that  It  exceeded  5  cents. 
The  defense  of  the  carriers  was  that  they  had  to  move  the  traffic 
through  congested  yards  involving  a  crossing  of  the  Lehigh 
Valley  yard  tracks,  which,  they  said,  resulted  In  delay  and  In- 
convenience. On  February  16,  1920,  the  railroads  established  a 
commodity  rate  of  5  cents  from  Bayonne  and  Constable  Hook. 

PINEAPPLE  STORAGE  CHARGES 

A  change  in  the  policy  of  the  French  government,  which 
caused  the  imposition  of  $916  of  domestic  storage  charges  on  747 
cases  of  preserved  pineapple  is  not  sufficient  reason  why  the 
Director-General  should  be  required  to  refund  any  of  the  money. 
That  is  the  substance  of  the  Commission's  decision  in  No.  11668, 
Manufacturers'  Export  Clearing  House  vs.  Director-General,  as 
agent,  opinion  No.  6761,  61  I.  C.  C.  85-6,  which  has  been  dis- 
missed. Domestic  storage  was  assessed  at  Boston  on  the  pre- 
served pineapples,  which  had  been  shipped  from  New  York  for 
export.  The  pineapples  were  intended  for  export  to  France,  but 
after  their  arrival  at  Mystic  Wharf  the  French  government  de- 
creed that  further  shipments  of  luxuries,  including  preserved  pine- 
apples, should  be  prohibited  entry  into  France.  Complainant  sold 
the  pineapples  in  the  Boston  market  for  domestic  consumption  and 
filed  the  complaint  alleging  that  the  charges  were  unjust  and 
unreasonable.  The  complainant  contended  that  as  the  shipment 
was  originally  intended  for  export  the  export  instead  of  the 
domestic  storage  charges  should  have  been  assessed.  He  ad- 
mitted that  the  Director-General  was  in  no  way  responsible  for 
the  delay  which  caused  the  charges  to  accrue.  The  complainant 
contended  that  the  domestic  charges  were  not  unreasonable  per 
se,  but  were  made  unreasonable  by  reason  of  the  fact  that  they 
were  imposed  on  a  shipment  intended  originally  for  export  and 
converted  into  a  domestic  shipment  through  no  fault  of  its  own. 

RATE   ON    LIMESTONE 

The  Commission  has  dismissed  No.  11539,  Pittsburgh  Cruci- 
ble Steel  Co.  vs.  Pennsylvania  et  al.,  opinion  No.  6753,  61  I.  C.  C. 
56-7,  holding  that  a  rate  of  $2.20  per  ton  on  limestone  from 
Williamson,  Pa.,  to  Midland,  Pa.,  in  the  early  part  of  June,  1918, 
was  not  unreasonable.  After  the  movement  a  rate  of  $1.80, 
equivalent  to  $1.20  prior  to  the  effective  date  of  General  Order 
No.  28,  was  established.  At  the  time  of  the  movement  there 
was  a  rate  of  $1.20  from  Bunker  Hill  to  Midland  via  Harrisburg, 
the  route  over  which  the  limestone  from  Williamson  was  moved. 
Williamson,  however,  was  on  a  branch  line  and  no  limestone 
was  ever  moved  from  that  point  until  June,  1918,  when  an  emer- 
gency shipment  was  made.  The  Commission  called  attention 
to  the  fact  that  on  the  $2.20  rate  the  ton-mile  earnings  was  only 
5.7  mills. 


DEMURRAGE   ON    LUMBER 

An  order  of  dismissal  has  been  made  in  No.  11583,  Hewitt- 
Lea-Funck  Co.  vs.  Oregon-Washington  R.  R.  &  Nav.  Co.,  Director- 
General,  et  al.,  opinion  No.  6750,  61  I.  C.  C.  49-50,  on  a  holding 
that  the  demurrage  charges  on  a  carload  of  lumber  at  Eagle. 
Colo.,  were  not  unreasonable  or  otherwise  unlawful. 


PAYMENTS  TO  RAILROADS 

The  Traffic  World  Washington  Bureau 

Total  payments  to  railroads  since  February  26  under  the 
amended  guaranty  provisions  of  the  transportation  act  amounted 
to  $103,946,990.05  on  April  5,  according  to  a  statement  issued  by 
the  Treasury  Department.  The  advances  under  the  guaranty 
totaled  $263,195,874  and  final  settlements  (one  to  date).  $1,311,- 
700.63,  making  the  grand  total  to  date  paid  out  under  the  guar- 
anty, $368,454,564.68.  Assuming  that  the  total  needed  to  make 
good  the  guaranty  is  approximately  $600,000,000,  as  has  been 
estimated,  there  still  remains  unpaid  approximately  $231,000,000. 

Payment  of  $455,000  to  the  Wheeling  ft  Lake  Erie  and  $10,000 
to  the  Bennettsville  &  Cheraw  Railroad  Company  on  partial  pay 
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ment  certificates  issued  by  the  Commission  was  announced  by 
the  Treasury  April  5. 

The  Commission,  April  6,  announced  the  following  partial 
payment  certificates:  Pittsburgh,  Cincinnati,  Chicago  &  St.  Louis, 
$4,000,000;  San  Antonio  &  Aransas  Pass,  $475,000;  Charleston 
Terminal  Company,  $50,000. 

The  Commission,  in  issuing  a  partial  payment  certificate  to 
the  Gulf,  Florida  &  Alabama,  April  6,  found  that  the  carrier 
was  entitled  to  $370,000,  but  that  it  owed  the  government  $356,- 
360.45  on  account  of  traffic  balances  and  other  indebtedness 
incurred  during  federal  control,  leaving  $13,639.55  due  the  carrier. 

The  following  partial  payment  certificates  were  issued  by  the 
Commission  March  31:  Minneapolis  &  St.  Louis,  $100,000;  Ore- 
gon Trunk  Railway,  $40,000;  Live  Oak,  Perry  &  Gulf,  $12,000; 
Wabash,  $1,500,000. 

Partial  payment  certificates  were  issued  by  the  Commission 
to  the  following  carriers  April  4:  Wheeling  &  Lake  Erie,  for 
$375,000  and  for  $80,000,  Bennettsville  &  Cheraw  Railroad  Com- 
pany for  $10,000. 

The  Treasury  Department  has  paid  the  American  Railway 
Express  Company  $4.500,000  under  the  partial  payment  certificate 
issued  to  that  company  recently  by  the  Commission.  Total  partial 
payments  under  the  amended  guaranty  provisions  of  the  trans- 
portation act  amounted  to  $101,822,990.05  as  of  April  1,  the  Treas- 
ury announced.  On  April  2  the  Commission  issued  a  certificate 
to  the  Gainesville  &  Northwestern  Railroad  Company  for  a  par- 
tial payment  of  $7,000. 

With  the  payment  of  $4,000,000  to  the  Pittsburgh,  Cincinnati, 
Chicago  &  St.  Louis,  and  $475,000  to  the  San  Antonio  &  Aransas 
Pass,  the  total  amount  of  partial  payments  made  to  the  railroads 
up  to  April  7  was  $108,421,990.05. 

The  Commission  has  approved  a  loan  of  $633,500  to  the  Inter- 
Urban  Railway  Company  to  aid  the  carrier  in  meeting  its  ma- 
turing indebtedness. 


HOPE  AS  TO  NEW  DIRECTOR-GENERAL 

The  Traffic  World  Washingtnn  Bureau 

Attorneys  and  executives  of  railroads  who  have  been  han- 
dling the  claims  of  railroad  -companies  for  compensation  and 
for  the  guaranty  accruing  in  the  first  six  months  after  the  end 
of  federal  control,  are  hoping  that  Director-General  Davis  will 
be  more  liberal  in  dealing  with  them,  to  the  extent  of  giving 
them  money  on  account  to  meet  their  pressing  financial  needs. 
They  have  nothing  on  which  to  base  the  hope  other  than  that 
there  always  was  an  impression  that  John  Barton  Payne  was 
hardly  a  fair  government  official  with  a  sense  of  duty  to  the 
citizen  with  a  claim  against  the  government,  as  well  as  to  the 
government. 

Inasmuch  as  the  railroads  are  in  a  worse  financial  condi- 
tion than  the  government  (creditors  can  ask  for  receiverships 
for  railroad  companies,  but  not  for  governments)  any  unbend- 
ing from  the  stern  attitude  of  the  former  Director-General,  it 
is  figured,  will  enable  the  most  needy  of  the  railroads  to  ob- 
tain some  of  the  money  due  them  before  the  accounts  for  just 
compensation  have  been  finally  settled.  Payne  took  the  posi- 
tion that  there  could  be  no  payments  pending  final  settlement 
on  compensation  account;  that  there  must  be  a  final  settlement 
or  none  at  all. 

Nominally  Davis  was  Payne's  legal  adviser  and  nominally 
he  followed  the  advice  of  Davis  in  passing  on  requests  for  help 
prior  to  final  settlement.  The  inference,  therefore,  is  that  ihe 
position  Payne  took  was  what  Davis  advised  him  to  take.  But 
those  who  know  Payne  know  that  the  nominal  assumption  may 
have  been  a  violent  one.  Payne  was  his  own  adviser  in  mat- 
ters of  policy.  Even  when  he  was  the  legal  adviser  of  McAdoo 
it  was  the  Payne  policy  that  prevailed  in  the  dealings  between 
Payne  and  the  railroads,  especially  the  short  lines.  The  latter 
regarded  and  still  regard  him  as  their  evil  genius  during  the 
whole  period  of  federal  control. 

While  Payne  was  in  charge  of  the  settlement  of  claims  for 
compensation  his  attitude  was  that  while  he  could  not  make 
payments  on  account  pending  final  settlement  he  could  lend 
money  to  worthy  railroads.  Many  loans  have  been  made  to 
railroads  having  claims  for  millions,  in  small  driblets  of  $100,000 
or  $200,000.  The  Pennsylvania,  with  large  claims  against  the 
government,  has  been  compelled  to  borrow  from  it. 

The  ruling  of  the  comptroller  of  the  treasury  that  the  Sec- 
retary of  the  Treasury  could  not  make  payments  on  account  of 
the  guaranty,  after  the  expiration  of  the  six  months'  guaranty 
period,  was  attributed  to  the  influence  of  Payne,  and  to  the 
fact  that  the  treasury  itself  was  just  about  as  hard  up  for 
funds  as  any  railroad  company.  The  ruling  had  the  effect  of 
keeping  down  the  calls  on  the  treasury  for  cash  until  the  Wins- 
low  bill  was  passed,  specifically  authorizing  the  secretary  to 
honor  the  payment  on  account  certificates,  or  "partial  payment 
certificates,"  as  they  are  generally  called. 

No  perceptible  change  of  attitude  had  come  over  the  atti- 
tude of  the  Railroad  Administration  at  the  time  this  was  writ- 
ten. Railroad  executives  and  attorneys  who  had  been  unable, 
however,  to  persuade  Payne  to  give  them  money  on  the  ac- 


counts they  claimed  to  be  overdue  came  to  Washington  after 
Davis  became  Director-General,  to  renew  their  representations. 
They  came  with  hope  of  better  success. 

While  Payne  was  in  office  it  was  not  uncommon  to  hear 
suggestions  from  unsuccessful  applicants  for  advances  that  they 
were  being  held  up  so  as  to  force  them  into  settlements  which 
would  be  more  favorable  to  the  government;  in  other  words, 
that  the  government  was  using  the  distress  of  the  railroad  com- 
panies to  persuade  or  coerce  them  into  making  settlements 
they  would  not  make  were  their  financial  condition  more  favor- 
able. The  short  line  railroads  had  an  idea  they  were  being 
held  up  when  they  tried  to  negotiate  with  Payne.  They  at- 
tributed the  wholesale  relinquishment  at  the  end  of  June,  1918, 
to  a  thought  on  the  part  of  Payne  that  he  could  make  more 
favorable  settlements  with  them  if  he  put  them  outside  the 
protecting  wings  of  the  government's  treasury,  than  if  he  kept 
them  under  control,  and  thereby  made  the  government  respon- 
sible for  their  deficits. 

Few  railroad  men  thought  Payne's  attitude,  either  as  chief 
counsel  for  the  Railroad  Administration  or  as  Director-General, 
was  fair  to  them.  They  are  more  hopeful  about  Davis. 

Reports  that  this,  that,  or  the  other  railroad  has  received 
money  from  the  Railroad  Administration,  as  payment  on  account 
of  compensation,  prior  to  final  settlement,  are  allowed  to  pass 
without  either  confirmation  or  denial  by  officials  of  the  Adminis- 
tration. They  feel  that  many  railroads  are  in  such  a  delicate 
financial  situation  that,  even  if  it  had  been  their  custom  to 
announce  such  payments,  it  would  be  wise  to  discontinue  such 
reports  now.  It  is  suggested  that  if  the  Railroad  Administration 
announced  that,  for  instance,  it  had  given  the  X  Railroad  $4,000,- 
000,  all  its  creditors  would  camp  on  its  doorsteps,  each  demanding 
payment  of  its  account  in  full,  whereas  the  better  way  to  dis- 
tribute the  money  would  be  to  divide  it  and  give  it  out  pro  rata. 

Another  probable  effect  of  such  an  announcement,  it  was 
suggested,  would  be  the  creation  of  reports  that  the  Railroad 
had  asked  for  $9,000,000  and  had  received  less  than  half  of  that. 
Such  a  statement  might  raise  the  question  whether  the  railroad 
was  entitled  to  $9,000,000,  when  the  real  question  would  be  as 
to  how  long  it  would  take  the  X  Railroad  to  present  its  claims  in 
such  a  way  as  to  show  the  Railroad  Administration  that  it  was 
entitled  to  $9,000,000. 

An  official  of  the  Railroad  Administration,  commenting  on 
reports  that  railroad  executives  were  hopeful  that  the  new 
Director-General  would  be  more  "liberal"  than  Mr.  Payne  was, 
said  one  railroad  had  written  to  a  company  that  had  made  re- 
pairs on  its  equipment  that  the  Railroad  Administration  owed 
it  much  money  but  that  it  had  not  been  able  to  collect  any 
of  the  sums  due.  The  fact,  that  official  said,  was  that  the  rail- 
road in  question  had  not  presented  any  claim.  It  did  not  present 
any  claim  until  after  the  letter  was  written.  Then  it  presented 
what  it  called  a  claim  and  asked  for  an  immediate  advance  pay- 
ment, without  affording  the  Railroad  Administration  an  oppor- 
tunity even  to  make  a  superficial  check  on  what  it  had  submitted. 

The  Railroad  Administration  regards  the  financial  affairs 
of  each  railroad  as  confidential.  Therefore,  when  the  official  of 
a  railroad  says  he  heard  that  such  and  such  a  railroad  had  re- 
seived  a  certain  sum  of  money  and  wants  to  know  why  he  can- 
not receive  similar  treatment,  it  declines  either  to  affirm  or  deny 
the  report.  It  refuses  to  make  any  statement  on  the  matter 
because  it  cannot  afford  to  lay  before  a  particular  competitor  or 
the  public  generally  such  an  exposition  of  the  affairs  of  a  given 
company  as  would  enable  proper  deductions,  as  to  the  financial 
condition  of  the  railroad  in  question.  That  would  be  the  answer, 
on  the  assumption  that  railroad  X  had  a  right  to  know  any- 
thing about  the  railroad  Y,  other  than  what  it  could  find  out  by 
going  to  the  public  reports  on  file  with  the  Commission.  That 
is  an  assumption,  the  correctness  of  which  the  Railroad  Adminis- 
tration will  not  admit.  On  the  contrary,  it  would,  if  required, 
deny  that  a  railroad  or  the  public  had  any  such  right. 

The  Railroad  Administration,  it  is  asserted  on  the  same 
authority,  has  made  payments  on  account  of  compensation  after 
the  claims  for  final  settlement  have  been  submitted,  and  in  ad- 
vance of  the  final  settlement.  There  have  been  rports  to  the 
contrary.  Owing  to  the  policy  of  keeping  all  the  affairs  of  all 
railroads  confidential,  the  Railroad  Administration  is  not  in  a 
position  to  prove  that  that  assertion  is  correct.  It  is  admitted 
that  railroads  that  have  asked  for  advances  on  their  final  ac- 
counting claims  have  been  denied  money,  not,  however,  because 
the  Railroad  Administration  is  opposed  to  making  such  advances, 
but  simply  because  the  accounts  did  not  warrant  advances  be- 
cause the  Railroad  Administration  had  advanced  counter  claims 
for  over-maintenance,  additions,  and  betterments  under  federal 
control  which  left  the  railroad  a  debtor  to  the  government  and 
not  a  creditor. 

In  regard  to  the  new  Director-General,  some  of  his  sub- 
ordinates are  inclined  to  believe  that  he  is  a  better  trader  than 
Director-General  Payne  but  less  inclined  to  stand  on  the 
technicalities  of  the  law.  In  that  way  some  railroad  men  may 
believe  he  is  "easier"  than  Payne.  Payne,  at  times,  was  hyper- 
critically  insistent  on  the  letter  of  the  law,  railroad  men  thought. 
They  thought  they  were  entitled  to  more  than  Payne  was  willing 
to  give  them. 
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Tentative  Reports  of  the  Commission 


DEMURRAGE  AND  STORAGE  CHARGES 

Holding  that  the  defendant  was  legally  bound  to  collect  tin- 
cl. -miii-ram'  and  storage  charges  under  attack  and  that  It  had 
not  been  shown  that  the  charges  were  in  violation  of  the  act 
to  regulate  commerce,  Assistant  Chief  Examiner  Ulysses  Butler 
proposes  in  a  tentative  report  on  No.  11735,  Vim  Motor  Truck 
Company  vs.  Director-General,  as  agent,  that  the  Commission 
dismiss  the  complaint  on  a  finding  that  demurrage  and  storage 
charges  assessed  at  New  Orleans,  La.,  on  three  carloads  of 
automobile  trucks  were  not  unreasonable  or  otherwise  unlawful. 

The  complainant  based  its  allegation  of  unjust  and  un- 
reasonable charges  on  the  failure  of  the  Illinois  Central  to  place 
the  trucks  in  public  storage  at  New  Orleans,  the  shipments  hav- 
ing been  made  from  Philadelphia,  Pa.,  December  31,  1917,  on 
order  bills  of  lading  to  its  own  order,  notify  the  Model  Motor 
Truck  Company,  Inc.,  New  Orleans.  The  truck  company  was 
notified  February  26,  1918,  of  the  arrival  of  the  shipments.  On 
March  7,  1918,  defendant's  agent  at  New  Orleans  advised  the 
complainant  by  wire  that  the  shipments  were  on  hand  unclaimed, 
the  consignee  not  having  taken  delivery.  The  complainant  ad- 
vised the  agent  to  place  the  trucks  in  public  storage.  On  March 
8,  1918,  the  agent  advised  the  complainant  that  the  defendant 
was  "unable  to  put  autos  in  public  storage  until  all  outstanding 
charges  were  paid  and  bills  of  lading  surrendered."  The  de- 
fendant claimed  that  it  made  every  effort  to  obtain  delivery  of 
the  shipments.  The  bills  of  lading  were  not  surrendered  and 
the  charges  paid  until  May  4,  1918.  Mr.  Butler  says  that  prior 
to  that  date  the  complainant  offered  at  no  time  to  surrender 
the  bills  of  lading  and  pay  the  charges.  Demurrage  and  storage 
charges  amounting  to  $837,  plus  war  tax,  accrued,  which  the 
complainant  admitted  were  assessed  in  accordance  with  applic- 
able tariffs  then  in  force. 

"Complainant  contends  that  a  carrier,"  Mr.  Butler  says,  "upon 
the  expiration  of  free  time  allowed  under  the  tariffs,  is  under  obli- 
gation to  unload  shipments  into  a  public  warehouse,  upon  order 
of  the  party  holding  title  to  the  goods.  It  admits  that  it  knows 
of  no  specific  tariff  provision  requiring  defendant  to  place  the 
shipment  in  public  storage  but  urges  that  it  is  the  common 
practice  of  carriers,  except  the  defendant  (Illinois  Central),  to 
do  so." 

The  defendant  insisted  that  in  refusing  to  unload  and  store 
the  shipments,  without  payment  of  the  charges  and  surrender 
of  the  bills  of  lading,  it  was  within  its  legal  rights.  It  further 
contended  that  to  have  placed  the  shipments  in  public  or  bonded 
warehouse  without  surrender  of  the  order  bills  of  lading  would 
have  made  it  possible  for  someone  other  than  the  proper  party 
to  have  obtained  possession  of  the  shipments,  in  which  event  it 
would  have  been  liable  to  the  holder  of  the  bills  of  lading. 

Prompt  refund  of  an  overcharge  of  $28.04,  plus  war  tax, 
due  to  an  erroneous  rate  having  been  applied  on  two  of  the 
shipments,  should  be  made,  the  examiner  says. 


COAL,  SPRINGFIELD  TO  DIXON 

An  award  of  reparation  based  on  a  finding  that  an  applic- 
able rate  of  $1.475  a  ton  on  bituminous  pea  coal  from  Spring- 
field to  Dixon,  III.,  was  unreasonable  to  the  extent  that  it  ex- 
ceeded $1.365,  is  recommended  by  Examiner  C.  M.  Bardwell  In 
a  tentative  report  on  No.  11778.  Chicago-Springfield  Coal  Co.  vs. 
Director-General,  as  agent,  and  the  Illinois  Central. 

The  shipments  were  routed  direct  over  the  Illinois  Central, 
a  distance  of  171  miles.  Contemporaneously  a  rate  of  $1.355 
applied  via  the  Chicago  &  Alton,  Peoria,  111.,  and  the  Chicago  & 
North  Western,  155  miles,  and  a  rate  of  $1.365  via  the  B.  &  0. 
or  Chicago,  Peoria  &  St.  Louis  in  connection  with  the  North 
Western,  160  miles.  The  Illinois  Central  did  not  participate  in 
either  of  these  rates  to  Dixon,  but  a  rate  of  $1.365  applied  from 
Springfield  via  the  Illinois  Central,  Peoria.  and  the  North  West- 
ern, to  points  on  the  latter  road  west  of  Dixon,  including  Ster- 
ling, 170  miles,  Gait,  173  miles,  and  Fulton,  196  miles.  The 
complainant  also  showed,  the  examiner  says,  that  a  rate  of 
$1.365  applied  from  other  points  in  the  Springfield  group  to 
Dixon  via  various  routes  for  distances  ranging  from  179  to  255 
miles. 

The  complaint  involved  eight  carloads  of  coal  which  moved 
during  February  and  March,  1920,  but  only  three  of  the  cars 
moved  during  federal  control,  and  the  examiner  holds  that  as 
the  rates  were  intrastate,  the  jurisdiction  of  the  Commission 
attaches  only  to  the  period  of  federal  control. 


Armour  &  Co.  alleged  that  a  rate  of  $1.125  on  tank  carloads  of 
cocoanut  and  peanut  oil  from  San  Fianclnco,  Oakland  and  Seat- 
tle to  Chicago,  between  September  1,  1918,  and  May  29.  1919, 
was  unreasonable  because  and  to  the  extent  that  It  exceeded 
90  cents.  The  rate  or  90  cents  was  put  Into  effect  after  the 
sin]. in. -nis  moved,  so  th«>  only  question  involved  was  as  to 
whether  there  should  or  should  not  be  reparation. 

Rates  on  peanut  and  cocoanut  oil,  Imported,  are  among  those 
which  were  disturbed  as  a  result  of  General  Order  No.  28.  The 
rate  on  peaunt  oil  was  in  a  state  of  agitation  prior  to  June  25, 
a  rate  of  65  cents  being  In  effect  on  June  24,  1918,  for  one  day 
only.  Then  It  was  superseded  by  the  General  Order  No.  28 
rate  of  $2.19,  that  being  the  domestic  class  rate  applicable  on 
account  of  the  cancellation  of  the  import  rates. 

The  Railroad  Administration  resisted  the  effort  to  have  the 
rate  brought  down  to  90  cents,  during  the  period  it  was  $1.125, 
on  the  ground  that  the  90-cent  rate,  established  on  July  1,  1918, 
from  Pacific  ports,  was  forced  by  competition  through  the  Atlan- 
tic ports,  and  that  it  is  sub-normal. 

In  support  of  his  recommendation  Archer  cited  a  number 
of  cases  in  which  the  $1.125  rate  was  upheld  as  not  unreasonable 
In  comparison  with  the  rate  of  90  cents  of  later  creation,  notably 
Procter  &  Gamble  vs.  Director-General,  57  I.  C.  C.  42,  In  which 
the  Commission  approved  90  cents  for  transportation  in  1917. 
Application  of  the  terms  of  General  Order  No.  28  to  that  rate 
made  it  $1.125,  which  continued  until  the  competition  through 
the  Atlantic  ports  constrained  the  Director-General  to  establish 
the  90-cent  rate  over  the  less  used  roads  leading  from  Pacific 
ports  to  Chicago  and  other  points  where  there  was  demand  for 
vegetable  oils. 


CARS  BEAT  RECONSIGNMENT  ORDERS 

The  extraordinary  speed  with  which  wet  nitrocellulose,  the 
raw  material  used  in  making  high  explosives,  was  moved  in  No- 
vember, 1918,  made  it  impossible  for  the  Norfolk  &  Western,  the 
originating  carrier,  to  execute  roconsignment  and  diversion 
orders  on  six  carloads  of  that  material  from  Hopewell,  Va., 
originally  consigned  to  Haskell,  N.  J.,  and  then  reconsigned  to 
Parlin,  N.  J.  The  cars  moved  so  fast  that  they  got  into  the 
hands  of  the  Baltimore  &  Ohio  before  telegraphic  orders  could 
get  ahead  of  them. 

These  facts  are  set  forth  by  Examiner  E.  L.  Gaddess,  In  a 
tentative  report  on  No.  11953,  E.  I.  duPont  de  Nemours  &  Co. 
vs.  Director-General,  as  agent.  The  company  complained  against 
the  higher  charges  assessed.  The  examiner  held  that  the  Nor- 
folk &  Western  had  not  only  done  all  its  tariffs  required  but 
more,  in  an  effort  to  get  the  reconsignment  orders  into  the  hands 
of  yard  employes.  It  notified  all  the  roads  concerned  between 
Hopewell  and  Potomac  Yards  and  pursued  them  even  beyond 
that  point.  It  finally  got  the  cars  to  the  destination  desired  but 
not  under  the  terms  entitling  the  complainant  to  the  lower 
charges. 

Gaddess  said  the  Commission  should  hold  that  charges  col- 
lected on  six  carloads  of  wet  nitrocellulose,  higher  than  would 
have  accrued  had  it  been  possible  to  execute  the  reconsignment 
orders,  were  not  unreasonable  or  due  to  the  failure  of  the  Initial 
carrier  to  execute  the  reconsignment  orders.  It  used  not  only 
due  diligence  but  put  forth  extra  efforts  to  head  off  the  fast  mov- 
ing cars.  The  cars  were  moved  practically  on  passenger 
train  schedules,  because  wet  nitrocellulose  is  dangerously  in- 
flammable. 


COCOANUT  AND  PEANUT  OIL 

A  recommendation  that  the  complaint  be  dismissed  has  been 
made  by  Examiner  H.  W.  Archer  in  a  report  to  the  Commission 
on  No.  11905,  Armour  &  Co.  vs.  Director-General,  as  agent. 


REPARATION  RECOMMENDED 

A  finding  of  unreasonableness  and  an  award  of  reparation 
down  to  the  basis  of  rates  prescribed  by  the  Commission  in  the 
various  Shrcveport  case  decisions  has  been  recommended  by 
Examiner  C.  I.  Kephart  in  a  report  on  No.  11901,  L.  A.  Norris 
vs.  Texas  &  Pacific  et  al,  on  a  carload  of  pipe  and  a  carload  of 
oil  well  machinery  from  Scottsville,  Tex.,  to  Mansfield,  La., 
shipped  in  April,  1920.  The  Texas  &  Pacific  collected  59  cents 
on  the  pipe  and  63  cents  on  the  machinery  to  Mansfield  Junc- 
tion, from  which  point  the  local  rates  on  the  Mansfield  trans- 
portation line  were  added.  The  complainant  contended  that 
rates  of  29  and  30.5  cents  should  have  been  charged,  in  accord- 
ance with  the  Shreveport  decision  in  48  I.  C.  C.  313.  The  Texas 
&  Pacific  retorted  that  the  complainant  had  not  paid  the  legal 
rates,  which  it  showed  were  86.5  and  90  cents,  the  rates  from 
group  1  in  Texas  common  point  territory  to  group  A  In  the 
New  Orleans  blanket  territory,  Scottsville  being  in  the  eastern 
part  of  its  group  and  Mansfield  in  the  western  part  of  its  group. 
It  therefore  presented  undercharge  claims.  The  examiner  recom- 
mended reparation  to  the  Shreveport  scale  basis  and  a  waiving 
of  the  legal  rates.  The  Texas  &  Pacific  said  it  was  revising  its 
tariffs,  hence  no  order  for  the  future  was  made.  The  Shreveport 
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scale  may  be  modified  in  I.  and  S.  No.  1269,  so  the  examiner 
said,  and  he,  therefore,  recommended  that  this  finding  be  made 
subject  to  such  modification  as  may  be  necessary  to  bring  it 
into  harmony  with  that  finding. 

RATES  "ON  SILICA  SAND 

Examiner  C.  M.  Bardwell,  in  a  report  on  No.  11719,  Rock  Prod- 
ucts Traffic  League  vs.  Chicago,  Rock  Island  &  Pacific  et  al.,  rec- 
ommended a  dismissal  on  a  holding  that  the  rates  on  silica  sand, 
unprocessed,  from  Oregon,  111.,  to  Silica,  O.,  were  and  are  not 
unreasonable  or  unduly  prejudicial.  The  complainant  alleged 
that  the  rates  on  the  unprocessed  sand  were  unreasonable  and 
unduly  prejudicial  in  comparison  with  the  rates  on  processed 
sand  from  Silica,  O. 

The  unprocessed  sand  is  procured  at  Oregon,  111.,  and  sent 
to  Silica,  O.,  for  processing.  The  finished  product,  used  by 
white  glass  manufacturers,  must  be  sold  in  competition  with 
producers  of  sand  that  mine  and  process  their  product  in  the 
Ottawa,  111.,  district.  After  examining  exhibits  submitted  to 
show  that  Silica  cannot  market  in  competition  with  the  Ottawa 
district,  except  in  certain  markets,  Bardwell  came  to  the  con- 
clusion that  the  allegations  of  the  complaint  had  not  been  sus- 
tained. 


RATE  ON  MARINE  TURBINES 

Examiner  Frank  E.  Mullen  has  recommended  the  dismissal 
of  No.  11911,  General  Electric  Company  vs.  New  York  Central, 
Director-General,  et  al.,  on  a  holding  that  the  rates  on  marine 
steam  turbines  from  Schenectady,  N.  Y.,  to  Seattle  in  September 
and  October,  1918,  were  not  unreasonable  or  otherwise  unlawful. 
The  complainant  alleged  that  the  rates  charged  on  four  such 
turbines  violated  not  only  the  first  three,  but  also  the  fourth,  sec- 
tion of  the  act  to  regulate  commerce,  in  that  the  rate  exceeded 
the  aggregate  of  the  applicable  intermediates. 

The  through  class  A  rate  on  steam  engines  of  $2.40  was  ap- 
plied. Contemporaneously,  over  an  open  available  route,  a  rate 
of  $2.09  applied  via  Covington,  Wash.,  on  "machinery  and  ma- 
chines, viz.,  electrical  iron  working  (power),  mine  and  smelting, 
not  including  oil  well  or  boring  machines),  consisting  of  articles 
named  below:  Turbines  and  parts  thereof." 

The  complainant  contended  that  limiting  the  rate  to  apply 
to  turbines  used  in  mining  unjustly  discriminated  against  the 
marine  turbines.  No  evidence,  Mullen  said,  was  offered  in  sup- 
port of  the  allegation  of  unjust  discrimination  or  undue  prejudice. 
Mullen  said  there  was  no  ground  for  holding  that  the  principle 
forbidding  the  establishment  of  a  rate  dependent  on  the  use 
of  the  commodity  applied  to  this  situation.  Therefore  he  rec- 
ommended dismissal. 


SKINS,   ETC.,  TORONTO   TO   NEW   YORK 

Examiner  Prank  E.  Mullen,  in  a  report  on  No.  11899,  Jonas 
&  Naumberg,  Inc.,  vs.  Michigan  Central,  Director-General,  et  al., 
has  recommended  dismissal  on  the  ground  that  the  Commission 
has  not  jurisdiction  over  the  joint  rates  on  rabbit  skins,  hides 
or  pelts,  any-quantity,  from  Parkdale  and  Toronto,  Can.,  to  New 
York.  The  examiner  said  that  the  complainant  made  no  distinc- 
tion between  the  portions  of  the  rates  applicable  in  Canada  and 
those  in  New  York.  Therefore  there  was  nothing  for  the  Com- 
mission to  work  upon. 


RATE   ON   COAL,    ILLINOIS  TO    KANSAS  CITY 

An  order  of  dismissal  has  been  recommended  by  Examiner 
C.  M.  Bardwell,  in  a  tentative  report  in  No.  11780,  Consolidated 
Coal  Co.  of  St.  Louis  vs.  Director-General,  as  agent,  on  a  holding 
that  the  rate  on  fine  coal  from  Mt.  Olive  and  Staunton,  111.,  to 
Kansas  City  had  not  been  shown  to  be  unreasonable  and  that 
the  complainant  had  not  shown  itself  to  have  been  damaged -by 
the  alleged  undue  prejudice. 


CHARGES  ON  RECONSIGNED  SILICA  SAND 
In  a  tentative  report  on  No.  11753,  Silica  Sand  Producers 
Traflic  League  of  Illinois  vs.  C.  B.  &  Q.  et  al.,  Examiner  C.  M. 
Bardwell  has  recommended  dismissal  on  the  ground  that  freight 
charges  on  a  carload  of  silica  sand  from  Oregon,  111.,  to  Chicago, 
reconsigned  to  Gas  City,  Ind.,  were  not  unreasonable  or  unduly 
prejudicial. 


LENROOT  PLAN  AGAIN 

The  Traffic  World  Washington  Bureau 

Senator  Lenroot  of  Wisconsin  said  April  4  he  would  intro- 
duce at  the  coming  session  of  Congress  the  bill  previously  advo- 
cated by  him  providing  for  the  creation  of  the  National  Railway 
Corporation  to  take  over  the  operation  of  the  railroads. 

"Some  such  plan  as  I  have  provided  for  in  the  bill  will  have 
to  be  adopted,  or  we  will  go  to  government  ownership  and  opera- 
tion," said  he. 

When  the  transportation  act  was  under  consideration  in 
Congress  Senator  Lenroot  appeared  before  the  House  committee 
on  interstate  and  foreign  commerce  and  outlined  his  plan  which 


he  had  originally  submitted  in  1919.  He  said  then  the  proposed 
railroad  law  was  satisfactory  as  far  as  it  went  and  that  he  be- 
lieved his  plan  or  one  along  similar  lines  should  later  be  worked 
into  the  law. 

The  Lenroot  plan  contemplates  the  unification  of  the  rail- 
roads into  one  system,  to  be  managed  by  a  federal  corporation. 
The  management  of  the  roads  would  be  in  the  hands  of  a  board 
of  eleven  directors  appointed  by  the  President  and  confirmed 
by  the  Senate.  The  board  would  be  made  up  as  follows:  One 
member  from  the  Interstate  Commerce  Commission,  who  would 
retain  his  seat  on  the  Commission;  one  member  from  five  per- 
sons to  be  proposed  to  the  President  by  the  National  Association 
of  Railway  and  Utilities  Commissioners;  two  members  from  six 
persons  to  be  proposed  by  the  employes  of  the  corporation  and 
of  the  railroads  controlled  by  it;  two  members  from  six  persons 
to  be  proposed  by  the  Chamber  of  Commerce  of  the  United 
States;  two  members  from  six  persons  to  be  proposed  by  farm- 
ers' and  agricultural  organizations;  and  three  members  from 
persons  to  be  proposed  by  the  stockholders  of  the  corporation. 
The  members  of  the  board  would  serve  as  incorporators  of  the 
corporation. 

The  corporation  would  have  broad  powers  under  the  pro- 
posed law,  including  the  power  to  "acquire,  own,  control,  and 
operate  railroads,  and  to  acquire  and  control  a  majority,  or  more 
than  a  majority,  of  the  outstanding  capital  stock  of  any  railroad 
corporation,  and  to  acquire  and  control  such  majority  or  more 
of  the  outstanding  stock  of  any  railroad  corporation,  and,  in 
addition,  any  or  all  of  its  bonds  and  other  securities."  It  further 
would  have  the  authority  to  exercise  the  power  of  eminent  do- 
main. The  principal  offices  of  the  corporation  would  be  in  Wash- 
ington. A  general  manager  would  be  appointed  to  operate  the 
railroads. 

The  rate  of  dividend  on  the  corporation's  capital  stock  would 
be  not  less  than  3%  nor  more  than  6  per  cent  per  annum.  The 
government  would  guarantee  permanently  the  payment  of  divi- 
dends at  the  rate  of  4  per  cent  per  annum  on  all  outstanding 
capital  stock  and  stock  receipts  of  the  corporation,  except  that 
if  the  board  of  directors  fixed  the  maximum  dividend  at  less 
than  4  per  cent  the  maximum  would  then  be  guaranteed. 

Regulation  of  both  interstate  and  intrastate  rates  would  be 
vested  in  the  Interstate  Commerce  Commission,  but  the  corpo- 
ration would  have  power  to  initiate  rates  to  produce  adequate 
revenues.  The  bill  provides  that  the  rates  initiated  by  the  cor- 
poration shall  be  at  least  adequate  to  produce  revenues  sufficient 
to  pay  "all  proper  operating  expenses,  taxes,  rentals,  deprecia- 
tion, and  maintenance  charges;  interest  on  bonds  and  other 
fixed  charges,  and  all  other  proper  expenses  and  charges,  and 
to  pay  maximum  dividends  on  all  outstanding  stock  and  stock 
receipts,  and,  in  addition,  to  produce,  in  so  far  as  the  Commis- 
sion may  deem  necessary  and  proper,  a  sum  not  exceeding  2 
per  centum  of  the  par  value  of  all  outstanding  stock."  In  any 
year  that  the  rates  yielded  revenue  in  excess  of  the  above  needs, 
provision  is  made  for  revision  of  rates. 

All  income  above  that  necessary  to  meet  operating  expenses, 
interest  on  bonds  and  dividends,  would  be  excess  income  and 
be  distributed  as  follows:  40  per  cent  to  labor;  30  per  cent  to 
the  stockholders,  and  30  per  cent,  or  so  much  thereof  as  may 
be  necessary  to  repay  the  government  for  moneys  advanced 
by  it,  to  the  Secretary  of  the  Treasury.  Any  part  of  the  30  per 
cent  payable  to  the  government  not  needed  to  reimburse  the 
government  for  moneys  advanced  would  go  into  a  reserve  fund 
for  certain  purposes.  The  Commission  would  fix  the  value  of 
the  railroad  property  to  be  acquired  by  the  corporation. 

Provision  is  made  for  the  appointment  by  the  President, 
with  the  advice  and  consent  of  the  Senate,  of  an  "Economy  and 
Efficiency  Board,"  to  be  composed  of  five  members  and  appointed 
from  nominations  to  be  submitted  by  the  American  Railway 
Engineering  Asociation,  the  American  Society  of  Mechanical 
Engineers,  the  American  Institute  of  Electrical  Engineers,  the 
American  Society  of  Civil  Engineers  and  the  employes  of  the 
corporation,  acting  through  their  trade  unions  and  brotherhoods. 
Each  member  of  the  board  would  get  $15,000  a  year.  The  board's 
function  would  be  to  promote  economies  in  the  physical  opera- 
tion of  the  railroads.  The  directors  of  the  corporation  would 
get  $20,000  a  year.  The  member  from  the  Commission  would 
not  receive  any  salary  as  a  commissioner  and  the  state  com- 
mission member  would  receive  no  salary  as  long  as  he  received 
a  salary  from  the  state  commission  of  which  he  is  a  member. 

Senator  Lenroot  said  he  wished  to  emphasize  that  there  was 
no  element  of  government  ownership  or  operation  in  his  plan, 
but  that  every  group  interest  would  have  representation  on  the 
board.  The  dominant  motive  of  the  majority  of  the  board  would 
be  efficient  operation  at  a  reasonable  cost,  he  said.  He  believes 
the  plan  affords  an  inducement  for  efficient  operation  of  the 
railroads. 


N.  &   P.  BELT  LINE   NOTES 

The  Norfolk  &  Portsmouth  Belt  Line  Railroad  Company  has 
been  authorized  by  the  Commission  to  issue  $63,900  of  promissory 
notes  to  cover  periodical  payments  to  be  made  in  connection 
with  the  procurement  of  two  locomotives. 


April  9.  1921 
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EXPORT  GRAIN  RATE  REVISION 

Tin  Traffic  World  Washington  Burton 

A  revision  of  export  rates  on  grain  and  grain  products,  car- 
r>  ing  a  reduction  of  three  cents  in  the  all-rail  rates  from  Chi- 
cago and  east,  one  cent  from  Missouri  Itlver  to  Chicago,  with 
appropriate  changes  from  Peorla  and  related  markets,  corre- 
sponding to  the  changes  at  Chicago  and  St.  Louis,  and  the  Indef- 
inite continuance  of  the  "at  and  east  of"  rates  from  Buffalo,  has 
been  recommended  by  the  Commission  to  carriers  represented  by 
James  T.  Webster,  freight  traffic  manager  for  the  New  York 
Central  at  Chicago;  E.  B.  Boyd,  chairman  of  the  Western  Trunk 
Line  Association;  George  H.  Ingalls,  chairman  of  the  Eastern 
Trutlir  Executives  Committee;  F.  A.  Leland,  chairman  of  the 
Southwestern  Tariff  Bureau,  and  Eugene  Morris,  chairman  of 
the  Central  Freight  Association. 

These  reductions  will  be  less  than  some  that  have  been 
under  consideration  by  the  carriers.  The  Commission,  speak- 
ing through  Director  Hardie,  of  Its  traffic  bureau,  called  atten- 
tion to  the  fact  that  the  revenues  of  the  carriers  were  not  ade- 
quate, and  suggested,  therefore,  that  great  care  should  be  used 
in  making  changes  in  rates  to  meet  the  wishes  of  shippers  of 
grain  and  grain  products.  Their  wishes  are  based  on  a  desire 
to  stimulate  exports. 

The  question  of  the  relationship  of  rates  to  the  Atlantic 
and  the  gulf  ports  was  considered  by  the  Commission  and 
treated  by  it  in  the  letter  written  by  Director  Hardie  to  the 
men  mentioned.  The  significant  fact  In  that  phase  of  the  mat- 
ter is  that  the  Commission  does  not  subscribe  to  the  theory 
that  the  expansion  of  the  grain  trade  of  the  Gulf  ports  in  wholly 
due  to  the  increase  in  the  spread  of  the  rates,  as  between  the 
Gulf  and  the  Atlantic  ports.  Mr.  Hardie  called  attention  to  the 
fact  that  ocean  rates  from  the  Gulf,  recently,  have  been  the 
same  as  from  the  Atlantic  ports,  and  suggested  that  that  was 
one  reason  for  the  growth  of  the  grain  trade  of  the  Gulf  ports, 
in  comparison  with  the  Atlantic. 

The  tenor  of  the  recommendation  to  the  traffic  and  tariff 
men  is,  "Be  careful  lest  you  wreck  the  whole  rate  structure  and 
increase  the  inadequacy  of  the  revenues  of  the  carriers."  The 
letter  is  as  follows: 

"This  will  refer  to  the  recent  conferences  at  Chicago  and 
New  York  between  representatives  of  the  grain  markets,  At- 
lantic ports  and  Gulf  ports  and  carriers  of  eastern  and  western 
territory  relative  to  the  adjustment  of  grain  and  grain  product 
rates,  with  particular  reference  to  the  relation  of  rates  to  Aa- 
lantic  ports  as  compared  with  Gulf  ports,  also  of  lake  and  rail 
charges  vs.  all  rail  rates.  Careful  consideration  has  been  given 
to  all  of  the  facts  presented  verbally  and  in  writing,  and  the 
whole  situation  has  been  called  to  the  attention  of  the  Chair- 
man, who  instructs  me  to  advise  you  as  follows  in  the  premises: 

"1.  The  net  revenues  of  carriers  generally  at  the  present 
time  are  far  from  adequate.  Reductions  in  rates  apparently  are 
therefore  at  this  time  undesirable  except  in  so  far  as  they  may 
be  necessary  to  stimulate  traffic,  to  remove  discrimination  or 
to  relieve  situations  where  rates  appear  to  be  unduly  burden- 
some under  present  conditions. 

"2.  Several  propositions  are  involved  in  the  matters  now 
under  consideration,  the  most  important  of  which  are  as  follows: 

(a)  Proposed  readjustment  of  rates  on  grain  and  grain  products. 
Loth  domestic  and  export,  from  the  Missouri  River  to  eastern  points 
as  compared  with  gulf  ports; 

(b)  Proposed  reductions  in  proportional  rates  east  of  Chicago  and 
''ssissippi  River: 

(c)  Proposed  reductions  In  all-rail  rates  on  grain  and  grain  prod- 
rets,  domestic  and  export,   from  the  Twin  Cities  to  eastern  destina- 
tions, involving  the  relationship  with  lake-and-rail  rates: 

(d)  The  relationship  of  through  lake-and-rail  charges  from  Lake 
Michigan   ports   on   grain   as   compared   with   all-rail   rates.    Including 
the  level  of  the  rates  on  grain  from  Lake  Erie  ports  to  eastern  points, 
applicable  upon  grain  moved  into  such  ports  by  lake: 

(e)  The  relationship  of  rates  on  grain  products  as  compared  with 
grain  from  Buffalo  to  eastern  points. 

"3.  The  whole  situation  is  interrelated,  and  in  determin- 
ing what  should  be  done  as  to  any  one  of  the  situations  in- 
volved, due  regard  should  be  had  to  the  effect  upon  other  rates 
and  to  the  maintenance  of  a  relatively  proper  and  reasonable 
adjustment  of  rates  which  will  not  reduce  the  revenues  of  the 
carriers  in  the  aggregate  to  a  greater  extent  than  is  necessary. 
Various  proposals  have  been  submitted  by  shippers  and  car- 
riers, most  of  which  contemplate  reductions  in  the  existing 
rates,  primarily  intended  to  reduce  differentials  or  differences 
in  rates  between  competing  markets,  ports  or  routes,  widened 
by  percentage  increases  under  Ex  Parte  74  and  previous 
thereto. 

"4.  It  is  recognized  that  the  differentials  on  traffic  from 
the  Missouri  River  to  the  Gulf  ports  for  export  as  compared 
with  Atlantic  ports  for  export  and  of  the  all-rail  rates  from 
Minneapolis  to  eastern  points  as  compared  with  the  through 
lake-and-rail  charges  have  been  widened  to  an  extent  to  make 
desirable  reductions  therein.  Readjustments  of  rates  to  bring 
about  this  end,  however,  must  be  approached  with  extreme 
caution  and  having  in  mind  all  the  factors  which  have  led  to 
the  existing  situation  and  which  are  likely  to  exist  In  the  near 
future. 


"It  has  been  demonstrated  that  during  the  past  season 
there  has  been  a  relatively  greater  movement  of  grain  to  Cuir 
ports  as  compared  with  Atlantic  ports  than  existed  during  the 
previous  four  seasons.  It  Is  not  considered,  however,  that  this 
change  In  the  trend  of  movement  is  wholly  the  result  of  the 
widening  of  rail  differentials. 

"Unusual  conditions  appear  to  have  existed  In  the  grain 
trade  and  particularly  with  respect  to  the  ocean  transportation 
charges  which  have  undoubtedly  been  factors  In  determining 
the  movement  during  the  past  season.  The  differences  hereto- 
fore prevalent,  Gulf  ports  over  Atlantic  ports,  have  been  mate- 
rially lessened  during  the  past  season,  In  many  cases  rate* 
from  the  Gulf  ports  being  no  higher  than  those  from  the  Atlan- 
tic seaboard,  which  leads  to  the  conclusion  tnat  movement  via 
the  Gulf  would  have  been  stimulated  had  there  been  no  widen- 
ing of  the  rail  differentials.  It  Is  conceded  that  as  condition!* 
become  more  nearly  normal,  the  ocean  rates  from  the  Gulf 
ports  will  Inevitably  become  higher  than  those  from  the  At- 
lantic ports.  While  no  information  as  to  the  trend  of  ocean 
rates  since  February  1  Is  available,  an  increased  exportation 
of  grain  from  Atlantic  ports  would  indicate  a  tendency  to  re- 
turn to  normal  ocean  rates  and  further  demonstrate  that  the 
relatively  greater  tonnage  to  the  Gulf  ports  during  the  fall  of 
1920  was  not  wholly  due  to  rail  rate  differences. 

"5.  As  above  stated,  practically  all  the  rates  involved  are 
related  one  to  another  and  changes  in  one  rate  must  be  care- 
fully considered  with  respect  to  the  effect  which  such  changes 
may  have  upon  other  rates.  Reductions  in  rates  east  of  Chi- 
cago and  the  Mississippi  River  upon  grain  originating  at  the 
Missouri  River  may  be  restricted  to  Missouri  River  grain  only 
by  the  expedient  of  establishing  joint  through  rates  less  than 
the  sums  of  the  proportional  rates  to  and  from  Chicago  or  the 
Mississippi  River.  For  years  rates  into  and  out  of  the  prin- 
ciple primary  markets  have  generally  been  not  greater  than 
the  through  rates.  In  our  report  In  Ex  Parte  74  the  importance 
of  maintaining  this  equalization  was  recognized,  and  it  is  not 
thought  desirable  at  this  time  to  recommend  readjustments  of 
rates  which  will  have  the  effect  of  destroying  such  equalization. 

"It  must  therefore  be  assumed  that  whatever  reductions 
are  to  be  made  from  the  Missouri  River  to  Atlantic  ports  should 
be  in  the  proportional  rates  east  or  west  of  Chicago,  or  both. 
Reductions  east  of  Chicago  and  the  Mississippi  River  reflect 
themselves  not  only  as  to  traffic  from  the  Missiuri  River  but 
as  to  all  other  grain  traffic  originating  in  the  west,  thus  mak- 
ing reductions  in  such  rates  vital  to  the  revenues  of  the  car- 
riers. As  the  rates  from  Lake  Erie  ports  and  eastern  points 
applicable  upon  grain  brought  into  such  ports  by  lake  have  a 
definite  relationship  to  the  all-rail  rates  from  Chicago  and  Mil- 
waukee they  may  not  be  maintained  upon  a  basis  which  will 
result  in  unduly  high  through  lake-and-rail  charges  as  com- 
pared with  the  all-rail  rates,  unless  the  lake  route  is  to  be  sub- 
stantially closed. 

"Reductions  in  the  rates  east  of  Buffalo  termed  'at  and 
east  rates,"  are  reflected  in  the  revenue  upon  grain  originating 
not  only  at  Lake  Michigan  ports  but  at  Duluth  and  Canadian 
ports. 

"6.  Having  in  mind  these  and  other  factors,  it  is  not  found 
consistent  to  recommend  to  the  rail  carriers  that  they  shall 
adopt  the  proposals  of  the  Minneapolis  or  of  the  Missouri  River 
and  Chicago  markets.  The  former  contemplates  a  reduction 
of  8  cents  on  export  and  9%  cents  on  domestic  traffic  from 
Minneapolis  to  New  York,  while  the  latter  contemplates  reduc- 
tions of  2  cents  from  the  Missouri  River  to  Chicago,  4  cents 
Chicago  to  eastern  points,  and  6  cents  Mississippi  River  to  east- 
ern points.  It  is  thought  that  reductions  of  this  amount  will 
not  only  reduce  the  revenues  of  the  carriers  to  an  extent 
greater  than  appears  at  this  time  necessary  upon  the  all-rail 
traffic  but  will  call  for  reductions  in  the  at  and  east  rates  be- 
low even  the  present  reduced  rates  which  were  established 
September  1,  1920,  and  are  scheduled  to  expire  April  15,  1921. 

"Neither  does  it  appear  desirable  to  indicate  approval  of 
the  recommendations  of  either  the  western  or  eastern  carriers 
in  full.  The  latter  contemplate  an  increase  of  2  cents  per  100 
pounds  in  the  rates  from  the  Missouri  River  and  St.  Louis  to 
the  Gulf.  The  export  rate  from  the  Missouri  River  has  in  the 
past  three  years  been  increased  from  18%  cents  to  38  cents, 
and  it  is  not  thought  desirable  at  this  time  to  express  any  ap- 
proval of  an  increase  in  such  rate.  No  definite  opinion  will  be 
expressed  relative  to  the  rates  from  St.  Louis  or  Illinois  points 
to  the  Gulf  ports.  These  rates,  however,  are  not  upon  the  same 
level  as  the  rates  from  the  Missouri  River,  the  St.  Louis  rate 
at  the  present  time  apparently  being  23%  cents  on  export  traf- 
fic, whereas  tariffs  are  now  on  file  and  under  suspension  in  I. 
and  S.  Docket  1303  proposing  to  Increase  the  domestic  rate, 
St.  Louis  to  New  Orleans  to  45%  cents. 

"7.  Based  upon  the  information  now  available  and  with- 
out prejudice  to  any  different  conclusions  which  might  be 
reached  upon  a  more  adequate  record  or  in  a  formal  proceed- 
ing, there  appears  to  be  no  objection  to  the  following  readjust- 
ment of  rates  at  this  time: 

(a)  A  reduction  of  3c  east  of  Chicago  in  the  all-rail  export  rates 
on  grain  and  grain  products. 

(b)  A  reduction  of  Ic  on  grain  and  grain  products  from  Missouri 
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River    points    (including    Sioux    City)    to    Chicago    and    Chicago    rate 
points,  limited  to  apply  upon  export  traffic  only. 

(c)  A  reduction  of  4c  in  export  rates  east  of  St.   Louis  on  grain 
and  grain  products. 

(d)  Changes  from  Peoria  and  other  related  markets  corresponding 
to  those  from  St.  Louis  and  Chicago  to  preserve  existing  equalization. 

(e)  No  reductions  to  be  made  west  of  St.  Louis. 

(f)  The  existing  "at  and  east"  rates  on  export  grain,  now  sched- 
uled to  expirt  April  15,  to  be  continued  beyond  that  date  without  ex- 
piration date,  but  no  further  reductions  to  be  made  in  such  rates  at 
this  time. 

(g)  The    "at   and   east"   domestic   rates   on   grain   on   April    15   to 
revert  to  the  rates  in  effect  August  25,  1920,  plus  40  per  cent,  such  in- 
crease to  be  applied  to  the  net  rates. 

(h)  No  reductions  at  this  time  appear  necessary  in  the  rates  on 
grain  products  east  of  Buffalo  either  domestic  or  export. 

(!)  Lake-and-rail  rates  on  flour  for  export  from  Chicago,  Duluth 
pnd  Minneapolis  to  be  reduced  in  the  same  amounts  as  the  all-rail 
rates  east  of  Chicago,  thus  maintaining  differentials  as  compared 
with  all -rail. 

(j)  No  reductions  appear  at  present  necessary  in  the  rates  on 
grain  or  grain  products  Minneapolis  to  Chicago. 

"8.  The  above  are  intended  as  suggestions  which  it  is 
hoped  will  produce  a  harmonious  adjustment  and  at  the  same 
time  have  the  effect  of  reducing  the  differentials  on  all-rail 
grain  from  Minneapolis  compared  with  lake-and-rail  traffic,  and 
also  reducing  differentials  on  export  traffic  from  the  Missouri 
River  and  western  territory  generally  to  Atlantic  ports  as  com- 
pared with  Gulf  ports. 

"It  has  not  heen  found  consistent  to  recommend  the  basis 
sought  by  western  millers,  but  the  proposed  reductions  have 
been,  except  as  noted,  limited  to  export  traffic.  The  same  fac- 
tors which  enter  into  the  export  situation  do  not  appear  to  ap- 
ply with  equal  force  to  the  domestic  rates.  Millers  of  New 
York  are  not  satisfied  with  the  rates  on  grain  products  ex-lake 
from  Buffalo,  but  it  has  not  been  found  consistent  to  recom- 
mend reductions  in  such  rates  at  this  time.  (This  is  not  in- 
tended as  expressing  disapproval  of  certain  readjustments  in 
the  rates  from  Buffalo  to  New  England  points  set  forth  in 
Chairman  Collyer's  letter  of  February  1,  which  changes  should 
apparently  be  made).  Reductions  in  the  domestic  rates  from 
.  the  west  would,  however,  but  accentuate  the  complaints  of  east- 
ern millers. 

"It  appears  that  the  principal  movement  of  grain  to  Lake 
Erie  ports  for  milling  purposes  is  from  Canada  or  from  Lake 
Superior  ports  and  the  present  adjustment  of  grain  product 
rates  east  of  Buffalo  in  connection  with  the  lake  charges  on 
grain  does  not  appear  to  result  in  an  unreasonable  basis  as 
compared  with  through  lake-and-rail  rates  on  grain  products  or 
all-rail  rates  upon  either  grain  or  products. 

"It  has  not  been  found  consistent  to  recommend  the  estab- 
lishment of  'overhead'  rates  from  Minneapolis  as  proposed  by 
that  market  and  by  some  of  the  northwestern  lines.  As  has 
been  stated,  it  has  been  the  practice  for  a  number  of  years  to 
maintain  rates  into  and  out  of  the  principal  markets  equal  to 
the  through  rates  and  the  undersigned  is  not  prepared  at  this 
time  to  recommend  changes  which  would  destroy  this  adjust- 
ment. It  is  recognized  that  the  reductions  made  on  traffic  from 
Minneapolis  are  not  as  great  as  recommended  by  that  market 
or  by  the  northwestern  carriers,  but  it  is  thought  that  a  trial 
should  be  made  of  the  rates  which  will  result  from  the  changes 
above  recommended.  If  it  then  develops  that  further  readjust- 
ment should  be  made,  consideration  can  be  given  thereto." 


S.  P.  RATES  TO  GALVESTON 

The  Traffic  World  Washington  Bureau 

Arguments  were  made  April  2  before  Commissioners 
McChord,  Meyer,  and  Aitchison,  sitting  as  a  division  having 
charge  of  the  case,  on  the  question  whether  the  Southern 
Pacific  can  be  forbidden  to  make  an  adjustment  of  rates  from 
interior  Atlantic  seaboard  territory  to  Galveston  that  would 
enable  a  shipper  anywhere  east  of  the  Buffalo-Pittsburgh  line 
to  ship  to  the  Texas  littoral,  via  New  York,  at  a  through  charge 
no  higher  than  through  Philadelphia,  on  the  ground  that  such 
an  adjustment  would  be  a  violation  of  section  five  of  the  Panama 
Canal  act.  The  question  as  to  the  power  arose  in  connection  with 
the  Commission's  suspension  of  the  tariffs  mentioned  in  I.  and  S. 
No.  1280.  In  them  the  Morgan  (Southern  Pacific)  and  Mallory 
lines  propose  to  make  rates  on  all  classes  and  certain  commodi- 
ties from  interior  Atlantic  seaboard  territory  and  nearby  terri- 
tory on  the  basis  of  the  minimum  class  scale  to  the  port,  plus 
the  port  to  port  rates.  Any  local  rate  from  any  point  in  the  territory 
to  New  York  that  is  higher  than  the  minimum  class  scale,  is  to 
be  absorbed  down  to  the  basis  of  the  minimum  scale.  That  is 
to  say,  if  the  local  rate,  first  class  from  Buffalo  to  New  York, 
is  60  cents,  the  boat  line  will  pay  that  part  of  the  rail  charge 
that  is  in  excess  of  35  cents  per  100  pounds,  35  cents  being  the 
minimum  first  class  rate,  on  traffic  given  it  to  haul  to  Texas. 

None  of  the  eastern  railroads  joins  in  the  tariffs.  None  of 
the  Texas  rail  lines,  other  than  the  Southern  Pacific,  joins  in 
the  tariffs  to  Texas  destinations  to  points  which,  from  Galveston, 
take  less  than  the  Texas  common  point  rates.  On  the  contrary, 
all  objected  to  the  tariffs  on  the  ground  that  such  an  arrange- 
ment would  deplete  their  revenues.  Philadelphia,  Houston  and 
the  Southern  Steamship  Company  objected  to  the  arrangement 
on  the  ground  that  the  aim  of  the  Southern  Pacific  was  to  put 


out  of  business  the  Southern  Steamship  line,  which  operates 
boats  between  Philadelphia  and  Houston.  The  protestants,  who 
procured  the  suspension  of  the  tariffs,  averred  that,  by  this 
method,  the  Southern  Pacific  proposed  to  accomplish  indirectly 
what  the  Commission  forbade  it  to  do  directly  when  it  prohibited 
the  Southern  Pacific,  under  section  five  of  the  Panama  Canal 
act,  from  extending  its  steamship  service  to  Philadelphia. 

On  the  main  question,  whether  the  Commission  has  the 
power  to  forbid  the  Southern  Pacific  extending  its  business  by 
absorbing,  where  necessary,  some  part  of  the  local  rate  to  the 
port,  J.  R.  Bell,  for  the  Southern  Pacific,  contended  that  the 
fifth  section  of  the  canal  act  could  not  apply  because,  even  if 
the  Southern  Steamship  line  were  put  out  of  business,  the  possi- 
bility of  which  he  did  not  admit,  there  would  be  no  violation  of 
the  Panama  Canal  law  because  that  law  forbids  the  operation 
of  railroad-owned  ships  only  when  such  operation  prevents  or 
reduces  competition  on  the  water  route  over  which  the  railroad- 
owned  ship  desires  to  operate.  He  directed  attention  to  the  fact 
that  the  water  route  over  which  the  Southern  Pacific  boats 
would  operate  under  the  tariffs,  was  from  New  York  to  Galveston, 
while  the  route  over  which  the  Southern  Steamship  Company 
operates  was  between  Philadelphia  and  Galveston.  He  said  the 
purpose  of  the  Panama  Canal  was  to  prevent  the  destruction  of 
steamship  lines  established  in  competition  with  rail  lines.  The 
Southern  Pacific  has  no  rail  line  to  New  York  or  to  any  other 
Atlantic  port.  While  he  did  not  say  so,  the  implication  seemed 
to  be  that  the  Panama  Canal  law  was  not  framed  to  prevent 
competition,  even  destructive  competition,  between  boat  lines. 

Arguments  in  behalf  of  Philadelphia  commercial  interests 
were  made  by  W.  A.  Glasgow,  Jr.,  and  for  Houston  interests  by 
Paul  Kayser.  The  former  took  the  position  that  the  tariffs  under 
suspension  were  merely  the  evidence  of  a  desire  on  the  part  of 
the  Southern  Pacific  to  drive  the  Southern  Steamship  line  out 
of  business,  by  taking  business  from  territory  adjacent  to  Phila- 
delphia, without  affording  the  Philadelphia  line  an  opportunity 
to  get  any  business  from  territory  adjacent  to  New  York. 

"If  that  is  done,"  said  he,  "it  eliminates  the  Southern  Steam- 
ship line  and  to  that  we  object.  This  Commission  has  considered, 
almost,  if  not  quite,  ad  nauseam,  the  question  of  the  relationship 
of  the  Atlantic  ports  to  each  other  on  both  domestic  and  export 
and  import  rates.  In  1877  the  railroads  agreed  upon  the  port 
differentials,  which  this  Commission,  time  after  time,  has  refused 
to  disturb.  The  adjustment  gives  each  port  the  advantage  of 
its  geographical  position. 

"This  plan  of  the  Southern  Pacific  is  to  reach  out  from  New 
York  by  means  of  this  absorption  of  local  rates,  and  take  busi- 
ness from  the  places  next  door  to  Philadelphia.  Under  the 
scheme  of  rates  proposed,  the  Southern  Pacific  will  be  able  to 
advertise  to  the  shipper  in  Chester  that  it  will  give  him  the 
same  rates  via  New  York  as  he  can  obtain  through  Philadelphia." 

Answering  a  question  by  Commissioner  Meyer,  Mr.  Glasgow 
said  he  had  no  objection  to  a  reduction  in  rates  if  they  were 
too  high.  His  objection  went  only  to  the  destruction  of  the  rate 
adjustment  for  the  Atlantic  ports  built  up  by  the  Commission, 
through  the  offering  of  the  Southern  Pacific  to  disregard  that 
adjustment  and  draw  traffic  from  as  far  south  as  Baltimore 
through  New  York  for  hauling  to  Galveston  and  distribution 
from  that  port  on  the  same  rates  that  were  in  effect  from  Phila- 
delphia to  Houston. 

The  Southern  Pacific,  in  its  tariffs,  ignored  the  scale  pre- 
scribed by  the  Railroad  Administration,  on  the  last  day  of  fed- 
eral control,  for  use  in  constructing  rail-and-water  rates  from 
the  Atlantic  seaboard  to  Texas  ports.  That  scale  provided  a 
first  class  rate  of  41  cents  to  the  port  of  Houston  and  49  cents 
to  Houston  proper.  When  the  Southern  Pacific  published  its 
scale  for  computing  the  rail  charges  up  to  the  ports  of  origin, 
it  prescribed  35  cents,  which  is  the  minimum  first  class  rate  in 
effect  in  Official  Classification  territory.  It  is  the  rate  which  ap- 
plies from  the  station  nearest  to  Philadelphia  into  Philadelphia. 

The  Southern  Pacific  commented  on  the  fact  that  the  41 
and  49  cent  scales  were  not  put  into  effect  until  the  last  day 
of  federal  control.  Commissioner  Meyer  wanted  to  know  more 
about  them  than  Mr.  Bell  seemed  able  to  give  him.  Mr.  Kayser 
declared  that  Mr.  Bell  was  making  a  smoke  screen  of  the  matter. 
J.  A.  Morgan  said  he  had  given  Mr.  Bell  a  copy  of  the  minutes 
of  the  meeting  called  by  the  Railroad  Administration  at  which 
the  old  question  of  the  Houston  and  Galveston  differential  was 
threshed  out  and  the  two  scales  were  agreed  on.  Morgan,  who 
was  Houston's  witness  at  the  hearings,  also  said  that  the  present 
chief  clerk  in  the  office  of  William  Simmons,  traffic  manager  for 
the  Morgan  line,  was  the  secretary  of  that  meeting  and  knew 
all  about  the  reasons  for  the  two  figure  scale.  Mr.  Morgan 
promised  to  furnish  the  Commission  a  copy  of  the  minutes  so 
that  it  could  judge  whether  the  apparently  last  minute  arrange- 
ment was  made  under  cover  of  darkness,  in  a  corner. 

Use  of  the  49  cent  scale  would  assure  to  Philadelphia,  and 
to  New  York  also,  the  tonnage  originating  near  these  ports  which 
could  be  shipped  on  the  35  cent  minimum  class  scale,  was  the 
contention  of  Houston. 

In  justification  of  the  35-cent  scale  for  use  in  making  up  the 
combination,  Mr.  Bell  said  that  the  Southern  Pacific  thought 
the  Railroad  Administration  scale  too  high.  It  proposed  to  re- 
duce it,  by  means  of  absorption,  not  by  agreement,  with  the  east- 
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ITU  rail  lines,  because  they  would  have  none  of  It,  to  stimulate 
business.  Therefore,  It  took  the  old  16-cent  scale  In  effect  before 
federal  control,  inflated  It  In  accordance  with  the  permission  In 
the  15  per  cent  case,  General  Order  No.  28,  and  Ex  Parte  No. 
74.  To  avoid  odd  cents  the  scale  was  made  35  cents,  which  is 
somewhat  higher  than  the  exact  figures,  and  four  cents  higher 
than  the  scale  displayed  on  the  last  day  of  federal  control.  The 
displaced  scale  was  31  cents. 

"I  don't  care  who  did  anything  that  might  be  wrong,"  ex- 
claimed Mr.  Glasgow.  "I  object  to  the  closing  of  the  port  of 
Philadelphia.  That's  my  Interest." 

Paul  Kayser  declared  that  the  scale  about  which  the  South- 
ern Pacific  was  making  a  to-do  was  agreed  upon  in  June,  1919, 
but  it  was  not  made  effective  until  the  Railroad  Administration 
made  its  last  spurt  to  clear  its  docket  of  things  agreed  upon. 
On  the  merits  of  the  case,  Mr.  Kayser  contended  that  a  railroad- 
owned  steamship  line  is  always  under  the  burden  of  so  conduct- 
ing its  business  as  not  to  destroy  competition  on  water  routes. 
He  ignored  the  contention  of  Bell  that  the  law  limits  the  inter- 
diction to  the  ships  on  the  same  water  route.  He  claimed  that 
the  Southern  Pacific  and  its  steamship  lines  discriminate  against 
Houston  and  the  port  of  Houston  in  favor  of  Galveston.  He 
said  that  it  proposes  to  make  rates,  via  its  rail  line  in  Texas, 
from  Galveston  to  Hempstead,  Texas,  the  same  as  from  Houston 
to  Hempstead,  although  the  difference  in  distance  is  fifty  miles 
In  favor  of  Houston  shippers. 

At  the  east  end  of  the  route,  he  said,  the  Southern  Pacific 
proposed  to  make  the  charge  for  the  rail  service  into  New  York, 
for  a  haul  from  Sparrow's  Point,  near  Baltimore,  the  same  as 
from  a  point  five  miles  outside  of  New  York. 

In  answer  to  such  suggestions  of  preference,  Mr.  Bell  said 
that  the  blanketing  of  rates  from  points  of  origin  or  to  points 
of  destination  to  cover  differences  of  distance  of  fifty  or  ninety 
miles  was  not  uncommon  and  the  Commission  had  never  con- 
demned a  carrier  for  equalizing  gateways  so  as  to  give  a  shipper 
choice  of  routes  and  carriers. 

Commissioner  Aitchison  asked  Mr.  Kayser  if  he  contended 
that,  in  denying  the  application  of  the  Southern  Pacific  for  per- 
mission to  operate  boats  from  Philadelphia,  the  Commission  had 
forbidden  it,  by  any  device,  to  draw  traffic  from  the  vicinity  of 
Philadelphia.  Mr.  Kayser  answered  by  quoting  the  law  about 
preventing  or  reducing  competition  on  water  routes. 

"I  heard  that  before,"  said  Mr.  Aitchison,  when  Mr.  Kayser 
did  not  answer  yes  or  no,  but  repeated  the  law  which  he  said 
applied  to  the  situation  and  on  which  the  Commission's  order 
was  founded. 

Mr.  Glasgow  said  that  question  interested  him  and  he  took 
the  floor  while  Mr.  Kayser  had  it,  to  say  that  he  was  contend- 
ing that  the  Southern  Pacific,  in  bidding  for  business,  was  bound 
to  observe  the  port  differential  adjustment.  He  said  he  did  not 
contend  that  the  Commission  had  carved  out  a  bit  of  territory 
in  which  the  Philadelphia  line  should  have  the  exclusive  right 
to  obtain  business,  but  he  did  contend  that  the  Commission, 
in  upholding  the  port  adjustment,  in  effect  did  say  that  in  cer- 
tain territory  Philadelphia  had  an  advantage  of  geography,  and 
in  another  that  New  York  had  the  advantage,  which  should  be 
preserved. 


PANAMA  CANAL  TOLLS 

The  Traffic  World  Washington  Bureau 

A  referendum  on  the  question  of  whether  or  not  American 
vessels  in  the  coastwise  trade  or  all  American  vessels  passing 
through  the  Panama  Canal  should  be  exempt  from  the  pay- 
ment of  tolls  has  been  begun  by  the  National  Rivers  and  Harbors 
Congress. 

"The  National  Rivers  and  Harbors  Congress  has  always  been 
in  favor  of  exempting  vessels  engaged  in  the  coastwise  trade 
from  the  payment  of  tolls  at  the  Panama  Canal,"  said  S.  A. 
Thompson,  secretary.  "A  strong  campaign  was  made  in  favor  of 
this  principle  when  the  Panama  Canal  bill  was  under  consideration 
in  1912,  and  the  resolutions  adopted  by  the  convention  held  In 
December  of  that  year,  said:  'We  heartily  congratulate  and  com- 
mend the  Sixty-second  Congress  upon  its  grant  of  immunity, 
through  the  recently  enacted  Panama  Canal  Law,  from  tolls  upon 
ships  engaged  in  our  coastwise  trade.'  We  also  made  a  vigorous 
campaign  when  the  matter  was  reconsidered,  but  the  wishes  of 
President  Wilson  prevailed  and  the  exemption  was  repealed. 

"It  is  understood  that  the  matter  is  again  to  be  taken  up 
at  the  extra  session  of  Congress  which  is  called  for  April  11, 
and  it  is  possible  that  the  exemption  will  be  carried  further 
than  before,  for  the  national  platform  of  the  party  now  in  power 
contains  the  following  plank:  'We  recommend  that  all  ships 
engaged  in  coastwise  trade  and  all  vessels  of  the  American  mer- 
chant marine  shall  pass  through  the  Panama  Canal  without  pay- 
ment of  tolls.'  With  a  view  to  ascertaining  the  present  state  of 
public  opinion  on  this  question  the  National  Rivers  and  Harbors 
Congress  is  conducting  a  nation-wide  referendum." 

In  a  bulletin  on  the  necessity  for  development  of  waterway 
transportation,  the  Congress  says: 

"Mr.  Alfred  P.  Thorn,  General  Counsel  Association  of  Amer- 
ican Railway  Executives,  said  to  the  Newland's  Committee  In 
1916: 


Have  we  learned  no  leuon  from  what  happened  In  1907.  when 
-n-  U-IIH  a  mihMiintliil  Increase  In  the  tumlncxH  offered  to  the  rail- 
road*, and  lack  of  yard*,  lack  of  trackH.  and  lack  of  can  brought  on 
the  "panic  of  plenty"  In  that  year?  Have  w<>  forgotten  that  the  panic 
of  1907  was  not  a  panic  of  cvnrclty,  not  a  panic  of  failure*  In  huafne**, 
hul  wan  a  panic  brought  on  by  the  Inability  of  communltle*  to  deal  with 
one  another  because  the  railroad  facilities  were  Inadequate?  Con- 
KCitlon  everywhere;  not  yard*  of  miHIrlriil  rapacity  for  train*:  not 
track*  lufllclcnt  to  carry  them;  not  car*  lunVlent  to  transport  the 
hi'ilne**  of  the  people.  There,  In  that  year,  In  the  rnldit  of  that 
i  :•  My,  came  panic,  due  to  those  factor*. 

"Apparently  those  who  have  learned  a  lesson  from  what 
happened  In  1907  are  very  few  In  number — and  those  are  still 
fewer  who  realize  that,  if  our  national  waterways  had  been  de- 
veloped and  In  use,  the  panic  of  1907  would  not  have  happened! 

"Apparently,  too,  we  have  learned  little  or  nothing  from 
things  that  happened  much  more  recently  than  1907,  such  as  the 
workless  days,  llgbtless  nights  and  heatless  homes  of  two  or 
three  years  ago;  the  congestion  of  traffic  that  hampered  our 
military  operations  during  the  war  and  even  put  the  result  In 
jeopardy;  the  long-continued  and  ever-increasing  shortage  of 
cars,  which  averaged  more  than  100,000  during  the  first  eight 
months  of  1920  and  reached  150,000  in  September;  and  finally  the 
terrific  slump  in  business  which  has  thrown  5,000,000  men  out 
of  employment  and  filled  the  side-tracks  with  more  than  425,000 
idle  freight  cars. 

"The  slump  of  1921,  like  the  panic  of  1907,  was  caused  mainly, 
if  not  wholly,  by  lack  of  transportation  and.  if  our  28.000  miles 
of  waterways  had  been  improved  and  used,  would  have  been 
largely,  if  not  entirely,  prevented. 

"The  staggering  losses  of  1907  and  the  years  from  1917 
to  1921  can  never  be  exactly  computed,  but  it  is  safe  to  say 
that  they  are  at  least  ten,  perhaps  twenty,  fold  the  cost  of  Im- 
proving every  waterway  and  harbor  In  the  United  States. 

"Yet,  with  these  conditions  confronting  them  and  the  ink 
scarcely  dry  on  the  pledge  contained  in  Section  500  of  'The 
Transportation  Act  of  1920,'  the  average  of  the  appropriations 
made  for  rivers  and  appropriations  during  1920  and  1921  is  less 
than  half  the  average  for  the  preceding  twenty-five  years,  and, 
because  of  the  increased  cost  of  materials  and  labor,  will  do 
less  than  one-fourth  as  much  work. 

"The  fault,  however,  is  not  primarily  with  Congress.  'Con- 
gress,' said  the  late  Senator  Newlands,  'does  not  create  public 
sentiment;  it  records  public  sentiment.'  And,  whenever  the  peo- 
ple of  the  United  States  realize  that  waterways  are  creators  of 
prosperity  and  inadequate  transportation  facilities  are  breeders 
of  panics,  there  will  be  no  question  that  Congress  will  make  the 
appropriations  needed  for  the  creation  of  a  national  system  of 
connected  waterways  and  improved  harbors." 

Senator  Jones  of  Washington,  chairman  of  the  Senate  com- 
merce committee,  will  introduce  at  the  beginning  of  the  new 
Congress  next  week  a  bill  exempting  American  vessels  from  the 
payment  of  tolls  when  passing  through  the  Panama  Canal.  The 
senator  said  he  would  take  this  action  on  his  own  initiative  and 
that  he  had  not  discussed  the  matter  with  President  Harding. 


OCEAN  FREIGHT  RATES 

The  Traffic  World  Washington  Bureau 

A  readjustment  of  ocean  freight  rates  from  North  Atlantic 
ports  to  European  ports  involving  increases  of  from  25  to  200 
per  cent  on  various  commodities  probably  will  result  from  con- 
ferences being  held  in  New  York,  officials  of  the  Shipping  Board 
indicated  this  week.  Rates  from  the  South  Atlantic  and  Gulf 
ports,  it  was  said,  would  probably  be  made  to  conform  to  the 
changes  in  the  north  Atlantic  rates.  It  is  believed  that  the  pro- 
posed schedules  of  rates  will  enable  the  steamship  companies  to 
operate  without  loss. 

Admiral  Benson,  chairman  of  the  Shipping  Board,  said  he 
expected  the  French  Line  to  come  into  the  conference  on  trans- 
Atlantic  rates  and  thus  end  the  rate  war  which  followed  the 
refusal  of  officials  of  that  line  to  join  with  the  other  operators 
in  the  matter  of  rates.  The  chairman  said  increases  in  rates 
were  necessary  to  avoid  further  losses.  He  did  not  think  the 
increases  would  have  any  appreciable  effect  on  the  volume  of 
traffic  because  that  had  reached  about  the  lowest  possible  point. 


WAGES  FOR  SHIP  LABOR 

The  Traffic  World  Washinglcn  Bureau 

At  the  conference  of  representatives  of  steamship  owners, 
operators  and  Admiral  Benson,  chairman  of  the  Shipping  Board, 
relative  to  readjusting  the  wages  and  working  conditions  of  ap- 
proximately 60,000  stewards,  marine  engineers,  seamen,  firemen 
and  cooks,  April  1,  Chairman  Benson  stated  that  his  position  was 
that  there  must  be  a  revision  of  wages  that  would  result  In  reduc- 
tions, that  overtime  must  be  eliminated  as  much  as  possible,  and 
that  certain  rules  and  regulations  must  be  modified.  Revision  of 
the  wages  and  working  conditions,  however,  he  said,  should  not 
be  attempted  In  advance  of  conference  with  representatives  of 
the  employes.  Conferences  with  the  heads  of  the  unions  affected 
would  be  arranged,  he  said. 

It  was  understood  that  tentative  percentage  reductions  rang- 
ing from  20  ao  30  per  cent  were  discussed  by  the  conference. 
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Those  who  attended  were  Eugene  E.  O'Donnell,  chairman  of  the 
committee  on  wages  and  working  conditions  of  the  American 
Steamship  Owners'  Association;  Winthrop  L.  Marvin,  vice-presi- 
dent of  the  association;  A.  J.  McCarthey,  representing  the  In- 
ternational Mercantile  Marine;  F.  C.  Osborne  of  the  Munson 
Steamship  Line,  and  Robert  P.  Hand  of  the  Standard  Oil  Com- 
pany of  New  Jersey. 

The  executive  council  of  the  Marine  Engineers'  Beneficial  As- 
sociation, representing  15,000  marine  engineers,  in  a  telegram  to 
Admiral  Benson,  requested  permission  to  appear  before  the  board 
"to  show  cause  why  it  is  against  the  best  interests  of  the  Ameri- 
can merchant  marine  in  general  and  the  United  States  Shipping 
Board  interests  in  particular  to  reduce  wages  of  marine  engi- 
neers employed  in  ships  operated  by  the  United  States  Shipping 
Board  at  present  time." 

Admiral  Benson  has  stated  repeatedly  that  there  must  be 
some  reduction  in  wages  if  the  operation  of  ships  by  the  board 
or  by  private  owners  is  to  continue.  The  cost  of  operating  ships 
is  so  great  in  comparison  to  the  revenues,  it  is  pointed  out,  that 
there  must  be  reductions  in  operating  expenses. 

The  present  wage  and  working  condition  agreements  be- 
tween owners  and  operators  out  of  Atlantic  and  Gulf  ports  expire 
May  1.  The  situation  on  the  Pacific  coast  is  being  handled  sep- 
arately, but  will  no  doubt  be  influenced  by  the  decisions  reached 
by  the  Atlantic  and  Gulf  operators. 


STEAMSHIP   CONTRACT  MODIFIED 

The  Traffic  World  Washington  Bureau 

The  U.  S.  Shipping  Board  has  agreed  to  modification  of  its 
contract  with  the  United  States  Mail  Steamship  Company  under 
which  the  company  chartered  thirteen  of  the  ex-German  liners, 
which  were  taken  over  by  the  government  when  war  was  declared 
on  Germany,  to  the  extent  that  it  will  bear  the  exepnse  of  re- 
conditioning the  George  Washington  and  the  Amerika,  two  of 
the  ships  involved  in  the  contract.  The  cost  of  doing  this  work 
is  estimated  at  from  $1,500,000  to  $1,700,000.  Further  revision  of 
the  contract  will  be  left  to  the  incoming  board,  it  was  announced. 
Chairman  Benson  said  the  board  expected  to  get  the  two  vessels 
ready  for  service  by  July  1.  Officials  of  the  company  requested 
modification  of  the  terms  of  the  contract  on  the  ground  that  due 
to  changed  conditions  in  the  shipping  world  it  could  not  meet  the 
contract  without  loss. 


VESSELS  SAFELY  LAID  UP 

The  Traffic  World  Washington  Bureau 

A  thorough  investigation  by  Shipping  Board  officials  of 
charges  that  approximately  38  ships  tied  up  by  the  board  at 
Phall's  Island,  N.  Y.,  were  in  danger  of  great  damage  has  re- 
vealed that  the  vessels  are  as  safely  laid  up  where  they  are  as 
they  could  be  anywhere,  according  to  Admiral  Benson,  chairman 
of  the  board,  and  Capt.  Paul  Foley,  director  of  the  division  of 
operations.  The  charges  were  made  by  J.  N.  Patton,  a  former 
port  captain  employed  by  the  board.  He  asserted  the  condition 
of  the  ships  had  been  brought  to  the  attention  of  the  board  but 
that  no  action  had  been  taken  to  remedy  the  situation. 

Capt.  Foley  said  the  matter  had  been  investigated  repeatedly 
and  that  instead  of  the  board  being  in  danger  of  losing  money 
on  the  ships,  it  was  saving  at  the  rate  of  $1,250,000  annually,  as 
that  would  have  been  the  cost  to  the  board  of  tying  up  the  ships 
at  docks  or  in  a  harbor.  When  tied  up,  the  vessels  were  in  all 
stages  of  physical  upkeep,  Capt.  Foley  said,  and  the  crews  in 
charge  had  been  directed  to  protect  the  "guts"  or  machinery  of 
the  ships.  The  exterior  of  the  vessels,  he  said,  did  present  a 
sight  that  to  the  laymen  might  be  regarded  as  indicative  that 
they  were  in  bad  shape. 

The  water  around  the  ships,  it  was  charged,  contained  acids 
which  would  damege  the  vessels,  but  Capt.  Foley  said  that 
charge  had  been  disproved  by  a  chemical  analysis  of  the  water. 
Phall's  Island  was  selected,  Capt.  Foley  said,  because  it  afforded 
the  best  achorage  that  could  be  obtained  at  the  time  for  the 
vessels. 


SHIPPING  BOARD  ECONOMIES 

The  Traffic  World  Washington  Bureau 

A  further  reduction  in  the  number  of  operators  to  whom 
Shipping  Board  vessels  have  been  allocated  for  operation  will 
be  made  in  the  near  future  by  the  Board.  Admiral  Benson  said 
that  in  the  last  year  the  number  had  been  reduced  from  about 
180  to  97  at  present  and  that  there  would  be  a  further  reduction 
in  the  interests  of  economy. 

The  overhead  expenses  of  the  operating  division  of  the  board 
have  been  cut  from  $26,000,000  annually  to  from  $16,000,000  to 
$18,000,000  in  the  last  year,  Chairman  Benson  said.  Reductions 
in  personnel  in  all  branches  of  the  board's  service  are  being  made 
to  effect  economies,  he  added.  Owing  to  lack  of  cargoes,  a  num- 
ber of  Shipping  Board  vessels  have  been  withdrawn  from  the 
coastwise  service  and  other  withdrawals  will  be  made.  .  It  is 
not  proposed,  however,  to  withdraw  vessels  from  regular  routes, 


the  chairman  said,  but  that  the  board's  policy  of  economy  would 
also  be  extended  to  that  service. 

In  a  review  of  ocean  shipping  conditions  in  March,  the  Fed- 
eral Reserve  Board  said  April  1: 

"The  number  of  idle  ships  in  'American  ports  continued  to 
increase  during  March,  although  there  was  some  reduction  in 
the  weekly  rate  of  increase  as  compared  with  January  and 
February.  It  was  reported  on  March  14  that  536  steel  vessels 
of  the  Shipping  Board  were  idle  and  withdrawn  from  com- 
mercial operations.  In  addition,  286  wooden  vessels  were  tied 
up  with  caretakers.  The  tonnage  of  these  822  vessels  is  more 
than  3  per  cent  of  the  government-owned  merchant  fleet.  When 
the  policy  of  laying  up  ships  had  to  be  inaugurated  last  fall  for 
lack  of  remunerative  cargoes,  the  smaller  'Lake  type'  was  the 
first  class  of  vessels  to  be  withdrawn.  More  recently  many  of 
the  largest  freighters  have  been  unable  to  secure  full  cargoes 
on  the  outward  voyage,  while  the  homeward  trip  would  have 
to  be  made  in  ballast.  Consequently  the  vessels  still  in  service 
are  for  the  most  part  the  medium  or  'handy-sized'  freighters 
and  combination  freight  and  passenger  liners. 

"The  charter  market  continues  inactive  and  freight  rates 
in  practically  every  trade  have  reached  a  point  so  low  that  many 
ship  operators  are  no  longer  interested  in  doing  business.  The 
regular  liners  are  carrying  most  of  the  traffic  with  curtailed 
sailing  schedules  only  sufficient  to  maintain  trade  routes.  These 
conditions  are  not  peculiar  to  the  United  States  and  are  indica- 
tive of  what  is  going  on  in  shipping  circles  in  more  or  less 
marked  degree  throughout  the  world." 


CUNARD  TO  SCRUTINIZE  EMIGRANTS 

The  Cunard  Line  announces  that  it  is  completing  arrange- 
ments in  European  ports  to  see  that  all  emigrants  engaging 
third  class  passage  to  the  United  States  are  properly  prepared 
to  pass  the  rigid  health  requirements  of  American  ports.  The 
company  has  secured  boarding  establishments  for  emigrants 
in  some  cities,  while  in  others  it  will  erect,  concrete  hotels 
where  passengers  may  live  at  a  nominal  cost  while  waiting  for 
the  steamer  to  arrive  in  port  and  where  they  will  be  subjected 
to  close  scrutiny  as  to  health  and  sanitary  condition. 

In  Antwerp,  where  it  was  inconvenient  to  secure  an  entire 
hotel  for  the  purpose  of  housing  emigrants,  arrangements  were 
made  with  a  large  boarding  establishment  where  prospective 
passengers  will  be  kept  until  the  company's  medical  staff  gives 
them  clean  bills  of  health. 

In  Rotterdam  the  company  took  over  the  boarding  house 
formerly  used  by  the  Uranium  Company  at  that  port  and  it  has 
been  refitted  to  comfortably  accommodate  1,500  persons.  Cleans- 
ing and  disinfecting  plants  have  been  installed. 

At  Cherbourg  arrangements  have  been  made  in  conjunction 
with  another  steamship  company  to  build  a  concrete  hotel  large 
enough  to  house  over  2,000  persons  at  a  time  and  capable  of 
enlargement  if  necessary.  The  design  will  be  on  the  quadran- 
gular principle  with  a  large  dining  hall  in  the  center  where  be- 
tween 800  and  1,000  people  may  be  seated  at  one  time.  The 
sanitary  improvements  will  include  equipment  for  cleaning  and 
disinfecting  emigrants  and  baggage.  The  building  will  be  com- 
pleted about  May,  1922,  and  part  of  it  will  be  in  use  earlier. 
The  structure  will  be .  of  concrete  and  will  be  three  stories 
high.  The  two  upper  stories  will  be  used  exclusively  as  sleep- 
ing quarters,  while  the  entire  first  floor  will  be  given  up  to 
public  rooms  for  the  comfort  and  convenience  of  passengers 
during  their  stay  in  Cherbourg.  In  the  meantime,  boarding  es- 
tablishments have  been  obtained  in  the  French  port  that  will 
accommodate  800  to  1,000  emigrants. 

Persons  considered  unfit  by  the  medical  staff  at  any  of 
these  boarding  establishments  will  not  be  permitted  to  sail 
for  the  United  States. 


CONCRETE  TANKER  FOR  SALE 

The  Shipping  Board  has  offered  for  sale  the  concrete  tanker 
S.  S.  Selma,  7,500  deadweight  tons,  located  at  Galveston,  Tex. 
The  board  announced  that  permission  will  be  granted  for  a 
transfer  to  foreign  registry.  Bids  will  be  opened  by  Chairman 
Benson  April  25. 


BIG   FOUR   NOTES 

The  Commission  has  authorized  the  Big  Four  to  give  a  new 
promissory  six  months'  6  per  cent  note  for  $2,500,000  to  J.  P. 
Morgan  &  Co.,  dated  April  1,  to  take  the  place  of  one  given  by 
it  on  October  1.  The  money  obtained  on  the  prior  note  was 
used  in  buying  30,547,500  francs  worth  of  the  Big  Four's  Euro- 
pean loan  of  50,000,000  francs  of  1910.  The  purchase  was  made 
last  fall  on  account  of  the  favorable  rate  of  exchange.  At  the 
time  the  Big  Four  pledged  the  bonds,  it  bought  from  the  French 
holders  as  security  for  the  loan  from  Morgan  &  Co.  It  also 
agreed  to  pay  off  the  bonds  at  maturity  at  the  rate  of  5.1813 
francs  for  a  dollar.  The  bonds  are  payable,  in  francs,  at  the 
Paris  office  of  Morgan,  Harjes  &  Co.  Now  that  the  note  of 
October  is  due,  the  Big  Four  finds  that  it  needs  all  its  money 
for  current  requirements  and  that  it  is  desirable  to  extend  the 
debt  so  incurred  for  another  six-month  period. 
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HEARINGS  ON  WAGE  REDUCTIONS 

A  resolution,  made  public  by  the  U.  S.  Railroad  Labor  Board 
April  ,.  ivopcn.s,  in  effect,  the  entire  railroad  wage  Bltuation 
which  was  sell  led  by  the  board's  wage  decision  No.  2  In  July 
20.  It  Is  proposed  to  hear  the  disputes  between  the  26  lines 
that  have  already  filed  complaints  and  their  employes  on  April 
38.  and  all  other  disputes  filed  and  docketed  before  that  time 
jointly,  so  that  the  board  may  settle  with  a  single  decision  what 
"constitute  just  and  reasonable  wages  for  all  classes"  of  railroad 
employes.  Only  eight  hours  will  be  allowed  to  the  carriers  and 
i  lie  same  amount  of  time  will  be  allowed  to  the  labor  organ- 
izations to  present  oral  testimony.  No  limit,  other  than  the 
time  limit  of  April  20,  is  placed  on  written  evidence.  The  resolu- 
tion is  as  follows: 

"Whereas,  application  for  the  decision  of  disputes  as  to 
what  shall  constitute  just  and  reasonable  wages  for  certain 
classes  of  the  employes  of  the  following  named  carriers  have 
been  filed  with  this  board:  New  York  Central  Railroad;  Chi- 
cago, Indianapolis  &  Western;  Boston  &  Maine;  New  York  New 
Haven  &  Hartford;  St.  Louis  &  San  Francisco;  Chicago  Great 
Western;  Denver  &  Salt  Lake;  Boston  &  Albany;  Ann  Arbor; 
Boston  Terminal;  Pittsburgh  &  Lake  Erie;  Gulf  Coast  Lines- 
Buffalo,  Rochester  &  Pittsburgh;  Toledo  &  Ohio  Central;  De- 
troit &  Mackinac;  Rutland  Railroad;  Delaware,  Lackawanna  & 
Western;  Lehigh  Valley;  Atchison,  Topeka  &  Santa  Fe;  Gulf 
Colorado  &  Santa  Fe;  Erie  Railroad;  Chicago  &  Northwestern- 
Indiana  Harbor  Belt;  Lehigh  &  New  England;  Maine  Central', 
and  Cleveland,  Cincinnati,  Chicago  &  St.  Louis,  and  subsidiaries- 
and, 

"Whereas,  The  carriers  named  were  parties  to  Decision  No 
2  of  this  board;  and, 

"Whereas,  More  than  two  hundred  other  carriers  were  par- 
ties to  Decision  No.  2;  and, 

"Whereas,  There  are  reasonable  grounds  to  believe  that  a 
number  of  other  carriers  parties  to  Decision  No.  2  are  about  to 
s  application  for  decision  on  disputes  as  to  what  shall  con- 
stitute just  and  reasonable  wages;  and, 

"Whereas,   In   the   judgment   of  this   board,   it   is   desirable 

this  board  hear  at  one  time  and  decide  in  one  decision,  so 

tar  as  may  be,  the  question  as  to  what  may  constitute  just  and 

reasonable  wages  for  all  classes  of  employes  of  carriers  parties 

?cision  No.   2  as  to   whose  wages  there  may  be  disputes- 

'Resolved,  That  9:30  a.  m.,  Chicago  time,  Monday,  April  18, 

21,  be  set  as  the  date  of  hearing  at  which  the  board  will  hear 

e   representatives   of  the  parties   to   disputes   on   the   carriers 

named   above,  and   all   other  disputes   filed   and   docketed   prior 

that  time  between  carriers  and  employes  of  carriers  parties 

to  Decision  No.  2,  if  ready  for  presentation. 

"The  carriers  will  be  allowed  eight  hours  and  the  organ- 
izations eight  hours  for  oral  presentation  and  argument.  The 
carriers  and  organizations  will  arrange  for  representation  ac- 
cordingly. Evidence  to  any  extent  desired  by  either  party  may 
be  submitted  in  writing,  furnishing  adverse  party  with  copy 
thereof.  All  such  written  evidence  must  be  submitted  prior  to 
April  20,  1921." 

The  request  of  the  New  York  Central  for  an  emergency  re- 
duction in  the  wages  of  unskilled  labor,  pending  the  hearing  of 
its  application,  was  disposed  of  in  the  following  statement  issued 
April  7: 

"The  board  has  denied  the  application  of  the  New  York 
Central  Railroad  Company  for  a  provisional  order  authorizing 
the  carrier  to  put  into  effect  April  1  a  reduction  in  wages  of 
unskilled  labor,  pending  final  decision  by  the  board.  The  dis- 
pute between  this  road  and  certain  of  its  employes  relating  to 
proposed  reduction  in  wages  will  be  heard  on  April  18  Jn  con- 
nection with  similar  disputes  which  have  been  filed  by  other 
railroads." 

Some   dissatisfaction   was   expressed   in   railroad   circles   re- 
garding the  resolution  of  the  Labor  Board,  that  alf  the  wage 
disputes   filed  and  docketed   before  April   18   would    be    heard 
on   that  day.    The   impression  was   that  the   result  of  such   a 
learing  would  be  a  decision  of  nation-wide  application   to  which 
the  railroads  strenuously  object.     Inquiries  at  the  Labor  Board 
however,  elicited  the  information  that,  in  the  opinion  of  at  least 
one  of  the  board  members,  there  was  nothing  in  the  resolution 
to  prevent  the  making  of  separate  decisions  on  each  one  of  the 
disputes.     G.  W.  W.  Hangar,  public  member  of  the  board,  made 
i    plain  that  the  cases  had  been  consolidated  only  for  purposes 
f  hearing  and  that  the  decision  to  hear  them  jointly  was  made 
a  order  to   expedite  the   consideration  of  the  cases,   which,   if 
heard  separately,  might  require  several  months'  work. 

"If  certain  of  the  disputes  contain  peculiarities  which  in 
the  opinions  of  the  parties  require  special  consideration  the 
facts  will  probably  be  brought  out  through  documentary'  and 
written  evidence,"  said  he.  "It  is  Impossible  to  say  now  whether 
e  decision  will  cover  all  of  these  cases  or  whether  each  one 
will  require  a  separate  decision.  At  any  rate,  there  is  nothing 
m  the  resolution  which  will  necessitate  the  cases  being  disposed 
of  with  a  single  decision." 

The  examination  of  W.  G.  Besler,  president  of  the  Central 
Railroad  of  New  Jersey,  before  the  Labor  Board,  April  4,  was 


devoid  of  startling  developments.  Mr.  Besler  said  the  railroad 
would  be  entirely  willing  to  have  rates  reduced  If  operating  ex- 
penses could  be  lowered  to  a  level  where  such  a  cut  would  be 
possible. 

When  asked  to  point  out  the  rules  in  the  national  agree- 
ments that  had  been  In  effect  on  his  road  In  substantially  the 
same  form  before  the  national  agreements  were  promulgated, 
Mr.  Besler  said  he  believed  his  attorney  was  better  qualified 
to  answer.  Frank  P.  Walsh,  attorney  for  the  labor  unions,  who 
questioned  the  witness,  Insisted,  however,  that  Mr.  Besler  an- 
swer personally  and  there  followed  a  minute  going  over  of  the 
rules,  with  the  result  that  the  railroad  executive  admitted  a 
number  of  the  overtime  pay  rules,  leave  of  absence  rules,  and 
safety  rules  had  been  in  force  on  his  road  prior  to  federal  con- 
trol. 

Mr.  Besler  frequently  referred  to  the  "golden  rule"  as  the 
most  workable  basis.  He  said  the  employes  of  his  road  had 
drawn  up  a  plan  for  relations  between  the  men  and  the  man- 
agement which  they  had  intended  to  put  into  effect  at  the  close 
of  the  period  of  federal  control.  The  national  agreements  Inter- 
fered, however,  and  the  plan  has  never  been  tried  out. 

Something  of  what  was  in  the  mind  of  the  labor  leaders 
was,  perhaps,  revealed  when  Mr.  Besler  asked  Mr.  Walsh  if  the 
workers  would  not  be  better  off  with  lower  pay  and  steady 
work  instead  of  asking  for  pay  which  the  industry  could  not 
pay  and  thus  had  to  be  shut  down.  To  which  Mr.  Walsh  replied 
that  "the  industry  should  turn  to  government  ownership." 

A  letter  from  E.  E.  Loomis,  president  of  the  Lehigh  Valley, 
who  had  also  been  called  to  testify,  was  read.  Mr.  Loomis  said 
he  had  no  information  that  would  be  of  value  in  the  proceedings 
and,  therefore,  he  did  not  consider  it  necessary  to  attend.  Mr. 
Walsh  said  that  he  would  not  insist  on  his  appearance. 

H.  E.  Byram,  president  of  the  Chicago,  Milwaukee  &  St. 
Paul  Railroad,  was  questioned  by  Frank  P.  Walsh,  attorney  for 
the  labor  unions,  before  the  Labor  Board,  April  5.  Mr.  Byram 
said  he  believed  all  agreements  between  employers  and  em- 
ployes should  be  in  writing,  but  that  they  should  be  drawn  up 
by  those  whom  they  directly  affected.  He  said  national  agree- 
ments did  not,  in  his  opinion,  serve  to  prevent  strikes  and  labor 
troubles,  citing  the  fact  that  there  had  never  been  a  strike  on 
the  Burlington  road  while  he  was  connected  with  It  and  that 
there  had  been  no  rules  in  that  time.  Touching  on  the  subject 
of  the  eight-hour  day,  Mr.  Byram  said  he  did  not  believe  his 
opinion  as  to  whether  it  was  proper  or  not  should  carry  weight. 
"I  believe  that  the  length  of  the  work-day  is  one  of  the  most 
important  factors  in  all  industry,"  he  said,  "but  I  also  believe 
that  it  should  be  regulated  by  mutual  agreement  and  not  by 
law." 

Mr.  Walsh  also  questioned  Mr.  Byram  regarding  the  labor 
committee  reports  which  played  such  an  important  part  in  the 
determining  of  what  policy  the  Association  of  Railway  Ex- 
ecutives would  follow  with  regard  to  national  agreements.  Mr. 
Byram  repeated  the  information  given  two  weeks  ago  by  W.  W. 
Atterbury,  vice  president  of  the  Pennsylvania,  which  was  that 
the  committee  had  recommended  the  formation  of  boards  of 
adjustment  but  that  the  association  had  decided  to  follow  an 
opposite  course,  as  advised  by  Mr.  Atterbury  in  a  minority 
report. 

It  was  announced,  April  5,  that  26  separate  wage  reduction 
cases  had  been  filed  in  the  last  month.  Most  of  these  concern 
only  the  wages  of  unskilled  labor  but  several  are  prayers  of 
carriers  for  general  wage  and  salary  reductions.  A  decision  on 
the  request  of  the  New  York  Central  for  a  temporary  reduc- 
tion in  the  wages  of  unskilled  labor,  pending  the  hearing  of 
the  request  for  a  general  reduction,  is  expected  within  a  few 
days. 

Frank  McManamy,  assistant  director  of  operations  for  the 
Railroad  Administration  during  the  period  of  federal  control, 
who  represented  the  government  in  the  negotiations  which  led 
to  the  adoption  of  the  so-called  national  agreements,  testified 
before  the  Labor  Board,  April  6.  He  outlined  the  steps  which 
preceded  the  acceptance  of  these  rules  by  the  administration 
and  denied,  as  was  stated  earlier  in  the  hearings  by  W.  W. 
Atterbury,  vice-president  of  the  Pennsylvania,  that  the  admin- 
istration had  been  forced  into  accepting  them  through  strike 
threats  on  the  part  of  the  railroad  workers. 

Mr.  McManamy  asserted  that  the  only  reasons  which  caused 
the  administration  to  put  these  uniform  rules  into  effect  was 
the  conviction  that  railroad  operation  could  be  made  more  effi- 
cient thereby.  "The  Railroad  Administration  was  not  coerced," 
he  said,  "it  proceeded  along  the  lines  it  thought  best  for  the 
country  at  large  and  for  the  railroad  industry.  There  were  not 
threats  and  there  was  no  intimidation.  It  is  true  that  there 
were  some  strikes  but  these  were  small  and  were  rendered  inef- 
fective by  the  policy  of  the  Railroad  Administration  to  refuse 
to  deal  with  the  men  until  they  returned  to  work." 

Questioned  as  to  his  own  opinion  of  the  value  of  the  agree- 
ments, the  witness  said  he  thought  they  had  done  and  were  still 
doing  much  to  quell  industrial  unrest,  make  railroad  operation 
more  efficient,  stop  bad  practices  on  the  part  of  some  roads  in 
hiring  men  away  from  other  roads,  and  reduce  labor  turnover 
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because  of  the  national  uniformity  of  working  conditions  and 
wages. 

A  spirited  defense  of  the  attitude  adopted  by  organized 
labor  during  the  war  and  a  complete  denial  that  these  organiza- 
tions have  been  responsible  for  the  increased  costs  on  the 
roads  was  made  April  7  before  the  Labor  Board  by  Frank  Mc- 
Manamy,  assistant  director  of  operations  for  the  Railroad  Ad- 
ministration during  the  period  of  federal  control.  Whatever 
falling  off  there  has  been  in  the  personal  efficiency  of  individual 
workers  can  be  charged,  according  to  Mr.  McManamy,  against 
the  management,  since  "the  attitude  of  the  management  has 
much  to  do  with  the  attitude  of  the  employe";  and  because  "sins 
of  omission  on  the  part  of  the  management  were  worse  than 
the  sins  of  commission  in  the  shop." 

This  latter  statement  caused  W.  L.  Park,  railroad  member 
of  the  board,  to  inquire  whether  it  was  the  intention  to  charge 
that  the  conduct  of  those  railroad  executives  who  held  super- 
visory positions  during  the  war  had  deliberately  worked  against 
the  best  interests  of  the  country,  but  the  witness  denied  that 
he  had  had  any  such  thought  in  mind. 

"The  records  of  the  Railroad  Administration,  on  the  other 
hand,"  continued  Mr.  McManamy,  "do  not  justify  the  charge  that 
the  national  agreements  have  increased  the  costs  and  decreased 
efficiency  on  the  railroads  of  the  country."  Asked  as  to  whether 
he  could  produce  figures  to  prove  this  statement,  the  witness 
replied  that  it  would  be  borne  out  by  "complete  month-by-month 
records  of  locomotive  repairs  now  in  the  offices  of  the  Railroad 
Administration." 

Mr.  McManamy  described  the  difficulties  under  which  the 
railroads  operated  during  the  war.  He  said  that  if  it  seemed  that 
more  employes  had  been  hired  than  were  necessary  to  carry 
on  the  business  of  the  roads,  it  was  because  extra  precautions 
had  to  be  taken  to  maintain  uninterrupted  service  and  because 
of  the  difficulty  in  obtaining  able  young  men  and  the  necessity 
of  urging  many  men  who  could  ill  be  spared  to  join  the  colors. 
Asked  regarding  to  what  extent  political  influence  was  a  factor 
in  making  appointments  to  important  positions,  Mr.  McManamy 
said  that,  to  his  knowledge,  political  influence  was  not  present 
in  a  single  case  and  that  in  most  eases  the  men  were  practically 
drafted  to  fill  the  most  responsible  positions. 

Formal  denial  of  the  letter,  introduced  some  time  ago  by 
Frank  P.  Walsh,  attorney  for  the  unions,  which  ordered  the 
subordinate  executives  to  resort  to  any  methods  to  hamper  labor 
organization  and  which  Mr.  Walsh  charged  had  been  sent  out 
by  I.  W.  Geer,  general  manager  of  the  southwestern  region  of 
the  Pennsylvania  System,  was  made  by  that  railroad  April  7. 
Although  responsibility  for  the  letter  was  denied,  orally,  im- 
mediately after  its  introduction,  it  was  never  repudiated  by  the 
labor  leaders  and  the  formal  denial  was  made  so  that  the  board 
could  rule  on  the  question  as  to  whether  or  not  the  letter  should 
be  introduced  as  evidence. 


BEEK  WIRES   PRESIDENT 

J.  H.  Beek,  executive  secretary  of  the  National  Industrial 
Traffic  League,  on  March  30,  wired  President  Harding  as  follows: 

"In  your  conference  with  Chairman  Clark  of  the  Interstate 
Commerce  Commission  and  Chairman  Barton  of  the  Railroad 
Labor  Board,  as  announced  in  the  press  of  this  date,  we  respect- 
fully request  you  to  consider  the  petition  of  intervention  filed 
with  the  Labor  Board  by  the  National  Industrial  Traffic  League 
as  representative  of  many  thousands  of  the  largest  shippers  and 
freight  payers  in  the  United  States,  and  the  order  of  denial  by 
the  Labor  Board.  We  insist  that  the  public,  and  especially  the 
shipping  public,  has  a  vital  interest  in  the  present  controversy 
and  that  it  should  be  given  an  opportunity  to  present  important 
testimony  which  will  not  otherwise  be  presented.  Chairman 
Clark  can  furnish  copies  of  the  petition  and  order  of  denial." 

The  conference  referred  to  was  held  March  31.  It  is  not 
known  whether  the  topic  suggested  by  Mr.  Beek  was  discussed. 

Washington,  D.  C. — In  reply  to  the  telegram  sent' to  President 
Harding  on  behalf  of  the  Traffic  League,  relative  to  the  request 
that  an  opportunity  be  afforded  the  public  to  submit  testimony 
before  the  Railroad  Labor  Board,  the  President  wired  that  he 
would  refer  the  matter  to  the  proper  congressional  committee. 

Senator  Cummins,  chairman  of  the  Senate  committee  on 
interstate  and  foreign  commerce,  has  received  from  the  President 
the  telegram  which  Mr.  Beek  sent.  The  senator  said,  April  5, 
that  the  matter  would  be  considered  at  the  first  meeting  of  the 
committee  after  Congress  convenes  on  April  11. 

Evidently  the  President,  as  indicated  by  his  action  in  re- 
ferring the  matter  to  the  Senate  committee,  regards  the  issue 
raised  by  the  National  Industrial  Traffic  League  as  one  that  must 
be  remedied  by  additional  legislation,  if  relief  is  to  be  assured 
along  the  lines  desired  by  the  League. 

The  Railroad  Labor  Board  now  has  ample  authority  under 
the  law  to  grant  petitions  of  the  character  filed  with  the  board" 
by  the  National  Industrial  Traffic  League,  in  the  opinion  of 
Senator  Cummins,  but  he  does  not  favor  amendment  of  the  labor 
provisions  of  the  transportation  act  so  that  commercial  organiza- 
tions could  intervene  in  proceedings  before  the  board.  The 
senator  expressed  this  view  April  f>  (n  discussing  the  action  of 


the  President  in  referring  to  the  Senate  committee  on  interstate 
commerce  the  telegram  from  Mr.  Beek  relative  to  the  League's 
petition. 

Senator  Cummins  said  there  was  nothing  the  President  could 
do  in  the  matter  except  refer  it  to  the  committee  with  the  view 
of  it  going  into  the  question  of  whether  there  should  be  addi- 
tional legislation  to  meet  such  cases. 

"I  think  such  intervention  would  have  to  come  under  the 
rule  of  amicus  curiae,  so  that  the  number  of  organizations  per- 
mitted to  intervene  could  always  be  within  the  power  of  dis- 
cretion of  the  board,"  said  the  senator.  "It  does  not  seem  to 
me  to  be  practicable  to  require  the  Labor  Board  to  hear  every 
organization  which  may  be  interested  in  freight  rates.  I  think 
the  board  has  the. power  to  allow  such  organizations  to  appear 
before  it  but  that  it  is  within  its  discretion  as  to  whether  they 
may  appear." 


JEWELL  ASKS  NATIONAL  CONFERENCE 

A  further  plea  for  a  national  conference  between  representa- 
tives of  the  railroad  employes  and  representatives  of  the  rail- 
road managements,  who  must,  however,  be  "practical  mechanical 
department  officials"  was  made,  April  7,  in  a  telegram  sent  to 
President  Harding  by  B.  M.  Jewell,  president  of  the  railway  em- 
ployes' section  of  the  American  Federation  of  Labor,  and  signed 
by  Mr.  Jewell  and  the  heads  of  six  other  railroad  labor  organi- 
zations. The  employes  assert  their  willingness  to  agree  to  the 
abrogation  of  any  of  the  national  agreements  "which  may  be 
unjust  and  unreasonable,"  and  at  the  same  time  lay  down  eight 
principles  on  which  they  claim  all  negotiations  should  be  based. 
These  are:  The  right  of  collective  bargaining;  no  discrimina- 
tion because  of  union  membership;  recognition  of  the  majority's 
right  to  represent  the  minority;  the  eight-hour  day;  punitive 
overtime  payments;  rules  for  defining  the  various  classes  of 
work;  seniority  rules  and  safety  rules. 

"We  ask,"  continues  the  telegram,  "that  a  conference  com- 
mittee be  called,  composed  of  practical  mechanical  department 
officials  from  each  of  the  general  managers'  districts  to  repre- 
sent the  carriers  and  an  equal  number  of  representatives  selected 
by  the  employes  to  represent  the  employes.  This  conference 
committee  should  agree  what  disposition  should  be  made  of  any 
rules  it  might  deem  impracticable  of  general  application.  They 
should  attempt  to  agree  upon  such  rules  as  can  be  made  gen- 
eral in  their  application  upon  all  railroads  in  so  far  as  it  is 
possible  to  have  such  uniformity  without  imposing  unjust  or 
unreasonable  conditions,  and  they  should  recognize  those  prin- 
ciples and  safeguards  which  the  members  of  our  organizations 
consider  to  be  fundamental  and  irreducible." 

The  dispatching  of  the  telgram  so  soon  after  Mr.  Jewell's 
return  from  his  conference  with  the  President  has  added  con- 
siderably to  its  significance.  It  is  not  known,  however,  whether 
the  President  suggested  such  a  move  because  it  was  generally 
understood  that,  prior  to  his  conference  with  the  labor  leaders, 
he  had  little  sympathy  with  their  plan  for  a  national  conference. 


SOUTHERN  LEAGUE  PETITIONS  BOARD 

In  a  letter  addressed  to  Chairman  R.  M.  Barton,  of  the  U.  S. 
Railroad  Labor  Board,  dated  March  31,  the  Southern  Traffic 
League  asks  the  board  to  accept  its  more  liberal  interpretation 
of  Section  309  of  the  transportation  act  in  place  of  that  placed 
on  this  section  by  the  board  in  refusing  the  petition  for  inter- 
vention filed  by  the  National  Industrial  Traffic  League. 
The  letter  states  that  a  special  committee  of  the  South- 
ern Traffic  League,  after  studying  the  questions  involved  in  case 
No.  101-1,  recommended  that  the  Southern  Traffic  League  adopt 
the  N.  I.  T.  L.  petition  as  its  own.  The  letter,  written  by  M.  M. 
Caskie,  chairman  of  the  committee  says: 

"You  have  declined  to  allow  the  National  Industrial  Traffic 
League  to  become  a  party  to  the  present  proceeding  under  an  in- 
terpretation you  have  placed  upon  Section  309  of  the  transporta- 
tion act,  reading  as  follows: 

Any  party  to  any  dispute  to  he  considered  by  an  adjustment  board 
or  by  the  Labor  Board  shall  be  entitled  to  a  hearing,  either  in  person 
or  by  counsel. 

"An  interpretation  of  this  section  should  be  made  in  the  light 
of  other  sections  of  the  same  act,  and  I  invite  your  respectful  at- 
tention to  Section  303  of  the  transportation  act,  reading  in  part 
as  follows: 

Three  members,  constituting  the  public  group,  representing  the 
public,  to  be  appointed  directly  by  the  President,  by  and  with  the 
advice  and  consent  of  the  Senate. 

"If  the  public  cannot  become  a  party  to  the  proceeding  and 
it  would  not  be  in  the  public  interest  to  hear  from  the  public  in 
the  matter  pending  before  your  Board,  it  would  not  have  been 
the  intent  of  Congress  to  specifically  provide  for  three  members 
of  your  Board  to  constitute  the  public  group  and  to  represent  the 
public.  The  composition  of  your  board  requires  three  members, 
constituting  the  labor  group,  representing  the  employees  and 
subordinate  officials  of  the  carriers;  three  members  constituting 
the  management  group,  representing  the  carriers  and  three  mem- 
bers constituting  the  public  group,  representing  the  public. 

"If  the  public  in  fact  cannot  intervene  and  become  a  party 
to  proceedings  before  you,  and  the  door  is  open  only  to  hearing 
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from  the  management  group  and  the  employes  group  of  the  car- 
riers, the  public  group,  renresented  on  your  Board  and  desig- 
nated to  represent  the  public,  will  be  only  able  to  base  their 
decisions  upon  Information  which  they  have  secured  from  the 
testimony  and  exhibits  Introduced  by  parties  belonging  to  the 
employes  group  and  the  management  group  of  the  carriers.  The 
public  can  never  become  a  party  to  your  proceedings  except 
through  intervention  petitions.  The  public  can  only  become  a 
party  to  any  dispute  being  considered  by  the  Labor  Board,  by 
being  allowed  to  be  made  a  party.  It's  not  a  party  In  the  first 
Instance,  but  can  become  a  party  by  Intervention  and  once  hav- 
ing become  a  party,  Is  entitled  to  a  hearing  either  In  person  or 
by  counsel.  You  cannot  deny  the  public  to  intervene  in  the  pro- 
ceeding, because  it's  not  a  party  in  the  first  instance.  It  only 
l>.  i nines  a  party  to  the  proceeding  when  you  allow  the  Interven- 
ing petition  and  there  is  nothing  In  the  transportation  act  creat- 
ing the  Railway  Labor  Board  excluding  the  public  from  being 
heard  in  controversies  arising  before  it,  but  on  the  other  hand, 
specifically  provides  for  representation  on  your  board  of  three 
members  constituting  the  public  group  which  is  exactly  the  same 
number  designated  from  the  employes  group  and  the  manage- 
ment group  of  the  carriers. 

"For  Congress  to  establish  a  tribunal  the  personnel  of  which 
shall,  in  equal  parts,  represent  the  public,  the  railway  manage- 
ment and  the  railway  employes  and  then  to  exclude  as  a  party  to 
any  proceeding  before  the  Board  'the  public'  would  be  a  futile 
thing  and  serve  to  defeat,  to  a  large  extent,  the  very  purpose  for 
which  the  Board  was  established. 

"Wherefore,  the  petitioner,  the  Southern  Traffic  League,  re- 
spectfully requests  and  urges  the  United  States  Railway  Labor 
Board  to  re-consider  its  decision,  denying  the  intervening  peti- 
tion of  the  National  Industrial  Traffic  League  and  issue  an  order 
permitting  the  National  Industrial  Traffic  League  to  become  a 
party  to  the  proceeding  and  allow  the  Southern  Traffic  League 
to  adopt  and  make  its  own,  said  intervening  petition  of  the  Na- 
tional Industrial  Traffic  League." 


The  figures  given  out  by  the  Commission  show,  it  Is  believed, 
as  did  the  recently  announced  figure*  showing  the  effect  of  tbe 
wage  Increases  for  the  month  of  July  alone,  that  the  wage  in- 
crease ordered  by  the  Railroad  Labor  Board  will  be  finally  shown 
to  be  more  than  $700,000,000  annually. 

Addition  of  tbe  payroll  of  the  first  two  quarters  of  1920, 
which  was  on  the  old  basis  of  pay,  gives  a  total  of  $1,696,680,268. 
Addition  of  the  payroll  for  the  last  two  quarters,  on  the  new  rate 
of  pay,  and  of  the  back  pay  for  May  and  June,  gives  a  total  of 
$2,137,135,918.  The  difference  between  the  two  amounts  Is  $540.- 
455,650,  which  represents  the  Increase  in  pay  for  the  last  eight 
months  of  1920,  or  two-thirds  of  the  year.  On  that  basis  the 
annual  increase  would  be  $810,683,475. 


LABOR  BOARD  APPOINTMENTS 

The  Traffic  World  Washington  Bureau 

James  J.  Forrester,  member  of  the  labor  group  of  the  United 
States  Railroad  Labor  Board,  whose  present  term  expires  April 
15,  has  been  nominated  for  reappointment  by  the  railroad  labor 
organizations  in  Group  3  designated  by  the  Interstate  Commerce 
Commission.  This  group  consists  of  the  Order  of  Railroad 
Telegraphers,  the  United  Brotherhood  of  Maintenance  of  Way 
Employes  and  Railroad  Shop  Laborers,  the  Brotherhood  of 
Railway  Signalmen  of  America,  the  Brotherhood  of  Railway 
and  Steamship  Clerks,  Freight  Handlers,  Express  and  Sta- 
tion Employes,  and  the  International  Brotherhood  of  Stationary 
Firemen  and  Oilers.  Mr.  Forrester  formerly  was  head  of  the 
Brotherhood  of  Railway  and  Steamship  Clerks,  Freight  Han- 
dlers, Express  and  Station  Employes.  The  nomination  has  been 
received  at  the  White  House. 


REORGANIZATION   OF   BOARD  ASKED 

Because  "the  public  is  not  now  represented"  on  the  U.  8. 
Railroad  Labor  Board,  the  Illinois  Manufacturers'  Association 
believes  that  the  entire  board  should  be  reorganized.  A  request 
for  such  a  reorganization  was  made  in  the  following  telegram 
sent  to  President  Harding,  April  1: 

The  Illinois  Manufacturers'  Association,  which  represent*  plants 
employing  In  the  neighborhood  of  a  million  men  and  women  who  are 
freely  co-operating  to  adjust  themselves  to  the  new  conditions  and 
who  are  willingly,  In  most  cases,  accepting  reduced  wages,  heartily 
approves  of  your  action  in  Investigating  the  railroad  situation.  No 
readjustment  of  railroad  rates  is  possible  during  the  existence  of  the 
notional  agreements  or  while  railroad  wages  are  at  their  present  high 
level.  We  respectfully  urge  that  you  reorganize  the  United  States 
Railroad  Labor  Board,  on  which  the  public  la  not  now  represented, 
and  insist  that  the  public  be  given  hearings  because  the  public 
eventually  pays  the  bill.  The  hoard  as  organized  at  present  has  denied 
the  shipping  interests  any  opportunities  to  show  why  the  expenses 
of  transportation  are  blocking  the  progress  of  business.  Our  wage 
earners  in  Illinois  are  suffering  on  account  of  the  inactivity  of  our 
plants  and  capital  is  suffering  because  It  Is  Idle.  One  of  the  prime 
factors  in  the  readjustment  following  the  war  Is  the  placing  of  the 
railroads  on  a  sound  basis. 

When  asked  as  to  how  the  President  was  expected  to  effect 
this  reorganization,  John  M.  Glenn,  secretary  of  the  association, 
said: 

"All  the  members  of  the  board  should  be  requested  to  resign 
because,  although  they  have  been  appointed  to  represent  the 
people  of  the  country,  they  are,  in  reality,  nothing  more  than 
representatives  of  organized  labor  and  have  been  doing  their 
best  to  satisfy  all  of  the  unions'  wishes.  The  game  they  are 
at  present  playing  is  nothing  more  nor  less  than  a  confidence 
game." 


INCREASES  IN  WAGES 

The  Traffic  World  Washington  Bureau 

The  total  wage  bill  of  the  class  I  roads,  including  switching 
and  terminal  companies,  for  1920,  was  $3,733,816,186,  an  increase 
of  $897,016,186  over  the  wage  bill  for  1919,  according  to  statistics 
issued  by  the  bureau  of  statistics  of  the  Commission,  April  2. 
The  bureau  explained  that  the  reports  of  back  pay  for  May  and 
June  were  not  quite  complete  and  that,  therefore,  the  total  pay- 
roll stated  above  is  somewhat  below  what  will  appear  in  the  final 
annual  report  for  1920. 

The  increase  in  the  payroll  is  due  to  the  wage  increases 
ordered  by  the  Railroad  Labor  Board  last  July,  the  payment  of 
increases  ordered  by  the  Railroad  Administration  in  completing 
its  cycle  of  war  increases,  and  an  increase  in  the  number  of  em- 
ployes. The  exact  amount  of  the  increase  attributable  to  the 
wage  increase  ordered  by  the  Labor  Board  has  not  been  estimated. 

The  payroll  for  1920  as  stated  by  the  bureau  of  statistics 
follows: 

First  Quarter,  old   basis   %    795,616.330 

Second  quarter,  old  basis   801.063.93S 

May  and  June,   back   pay    102,419.680 

Third  quarter,   new  basis 1,052,109,451 

Fourth    quarter,   new    basis    982.606,787 


Total,    1920    $3,733,816,186 

The  amounts  given  for  the  first  and  second  quarters  are 
based  on  the  rates  of  pay  prior  to  the  advances  ordered  by  the 
Labor  Board. 

The  payroll  in  1919  amounted  to  $2,836,800,000  for  an  aver- 
age number  of  1,913,000  employes,  according  to  the  reports  of 
the  Railroad  Administration  for  that  year. 

The  statement  of  the  bureau  giving  the  total  payroll  for 
1920  was  issued  with  the  final  quarterly  statement  for  1920. 
This  shows  that  the  average  number  of  employes  in  the  last, 
quarter  was  2,060,368.  In  October  the  number  of  employes  In 
service  at  the  middle  of  the  month  was  2,136,259;  in  November, 
2,068,454,  and  in  December,  1,976,429. 


SHORT  LINES  QUESTION  JURISDICTION 

In  a  brief  filed  with  the  United  States  Railroad  Labor  Board, 
the  American  Short  Line  Railroad  Association  not  only  denies 
the  right  of  the  board  to  include  its  member  roads  in  any  de- 
cision it  might  make  regarding  rules  and  working  conditions, 
but  categorically  denies  the  jurisdiction  of  the  board  over  the 
whole  of  the  dispute  because  it  is  attempting  "to  do  that  which 
the  law  does  not  authorize  and  its  decision,  therefore,  would 
not  be  valid." 

Ben  B.  Cain,  attorney  for  the  association,  attacks  the  juris- 
diction of  the  board  in  the  entire  dispute  on  two  points:  First, 
that  former  President  Wilson's  bi-partisan  board,  through  which 
the  original  wage  dispute  came  to  the  board,  did  not,  in  fact, 
represent  the  parties  "directly  interested  in  the  dispute."  and, 
second,  that,  even  assuming  it  did  properly  represent  these 
parties,  it  never  had  authority  to  discuss  nor  did  it  ever  discuss 
the  subject  of  rules  and  working  conditions,  and  that,  there- 
fore, there  has  never  been  any  such  disagreement  after  confer- 
ence as  provided  for  by  the  letter  of  the  transportation  act. 

In  support  of  his  first  contention  Mr.  Cain  quotes  correspond- 
ence to  show  that  the  only  authority  that  the  railroad  members 
of  the  bi-partisan  board  had  for  representing  the  railroads  was 
that  delegated  to  them  by  the  Association  of  Railway  Executives, 
and  that  the  list  of  roads  submitted  at  the  time  this  authority 
was  claimed  did  not  even  include  all  the  member  roads  of  the 
association.  The  second  contention  is  substantiated  by  quoting 
from  the  former  President  to  the  effect  that  the  bi-partisan  board 
was  created  "for  the  purpose  of  attempting  to  agree  by  confer- 
ence on  the  solution  of  this  wage  problem."  Again,  Mr.  Cain 
quotes  from  the  record  of  the  board  at  its  hearing,  April  17, 
1920:  "The  so-called  bl-partisan  board  only  has  such  authority 
as  was  delegated  by  the  Association  of  Railway  Executives  for 
them  as  to  speaking  for  certain  lines."  And,  again:  "We  (the 
bi-partisan  board)  were  not  authorized  to  deal  with  national 
agreements;  we  were  authorized  to  deal  with  railroad  wage  rate 
increases." 

From  these  contentions  Mr.  Cain  deduce*  that  there  has 
never  been  such  a  dispute  regarding  national  agreements  as  the 
law  authorizes  the  board  to  hear  and  decide. 

"If  the  purpose  and  intent,  as  well  as  the  plain  letter  of  the 
law,  is  to  be  observed  the  Board  will  not  undertake  to  decide 
any  dispute  except  one,  'not  decided  as  provided  in  section  301'; 
that  is  to  say,  a  dispute  which  has  been  considered  by  repre- 
sentatives designated  and  authorized  to  confer  by  the  carrier 
on  one  side  and  employes  on  the  other  side,  'directly  interested 
in  the  dispute.' 

"Before  the  Board  should  exercise  jurisdiction  an  applica- 
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tion  must  be  filed.  This  application  should  set  forth  the  nature 
of  the  dispute  and  show  that  it  has  been  considered  in  confer- 
ence of  representatives  duly  designated  and  authorized  by  the 
parties  directly  interested  in  the  dispute  (or  that  one  or  the  other 
of  the  disputants  refused  to  participate  in  such  a  conference), 
and  it  was  found  impossible  for  the  conferees  to  agree. 

"It  should  also  appear  that  the  application  is  made  by  a 
party  to  the  dispute  in  the  manner  provided  by  law.  Section 
301,  after  providing  for  a  conference,  continues  as  follows: 

If  any  dispute  is  not  decided  in  such  conference,  it  shall  be  re- 
ferred by  the  parties  thereto  to  the  board  which  under  the  provisions 
of  this  title  is  authorized  to  hear  and  decide  such  dispute. 

"'Parties  thereto'  does  not  mean  conferees;  it  means  parties 
to  the  dispute.  This  is  made  plain  by  careful  reading  of  Sec- 
tion 307,  which  provides  the  procedure.  That  section  gives  the 
Labor  Board  the  right  to  take  jurisdiction  of  disputes,  'not  de- 
cided as  provided  in  section  301' — how? 

(1).  Upon  application  of  the  chief  executive  of  the  carrier  or 
organization  of  employes  whose  members  are  directly  interested  in  the 
dispute. 

(2).  Tjpon  a  written  petition  signed  by  not  less  than  100  unor- 
ganized employes,  or  subordinate  officials  directly  interested  in  the 
dispute. 

(3).  Upon  the  Labor  Board's  own  motion  if  it  is  of  the  opinion 
that  the  dispute  is  likely  substantiallly  to  interrupt  commerce. 

"But  there  must  be  a  dispute  which  has  been  considered 
in  conference  (or  as  to  which  an  honest  effort  has  been  made 
to  have  a  conference) ;  and  it  has  not  been  possible  to  so  decide 
it;  and  the  controversy  must  be  brought  to  this  Board  on  ap- 
plication of  the  chief  executive  of  the  organization  whose  mem- 
bers are  directly  interested  in  the  dispute. 

"The  burden  of  showing  the  dispute  which  the  Board  is 
authorized  to  hear  and  decide  is,  of  course,  upon  the  applicant. 
Unless  the  facts  stated  by  the  applicant  are  admitted  by  the 
other  party  or  verified  and  supported  as  facts  and  not  as  mere 
conclusions,  the  applicant  should  be  required  at  the  hearing 
to  show  that  his  organization  or  his  road  has  honestly  and  in 
good  faith  sought  to  comply  with  the  requirements  of  section 
301.  The  American  Short  Line  Railroad  Association,  as  repre- 
sentative of  the  carriers  above  named,  charges  that  there  has 
not  at  any  time  been  a  conference  or  attempted  conference  for 
the  consideration  of  any  dispute  between  said  individual  roads 
and  their  respective  employes  in  regard  to  the  rules  and  work- 
ing conditions  sought  to  be  dealt  with  in  this  hearing. 

"There  was  never  a  conference  such  as  required  by  section 
301  to  consider  and,  if  possible,  decide  a  controversy  as  to  rules 
and  working  conditions. 

"Such  conferees  as  participiated,  namely,  members  of  the 
so-called  Bi-Partisan  Committee,  were  not  parties  designated  and 
authorized  so  to  confer  by  the  roads  hereinabove  named.  The 
officers  of  the  Association  of  Railway  Executives  were  not  au- 
thorized to  designate  and  empower  the  Whiter  committee  to 
act  as  representatives  of  these  carriers  and  we  charge  that  the 
officers  of  the  national  railroad  labor  organizations  were  des- 
ignated by  the  employes  of  these  carriers,  directly  interested,  to 
represent  them." 

The  argument  advanced  by  Mr.  Cain  in  support  of  his  con- 
tention that  the  short  lines  should  be  left  out  of  the  dispute  is 
that  these  roads,  with  two  minor  exceptions,  were  never  under 
federal  control  and  that  they  never  recognized  the  right  of 
the  Association  of  Railway  Executives  to  represent  them  in  any 
negotiations.  After  an  extensive  historical  statement  of  the  part 
that  the  short  lines  played  in  the  making  of  the  national  agree- 
ments, the  brief  sums  up  by  saying  that  "inasmuch  as  the. facts 
are  incontrovertible,  they  (the  American  Short  Line  Railroad 
Association)  consider  that  a  hearing  and  decision  by  the  Board 
as  to  what  wages  and  working  conditions  shall  be  put  into 
effect  by  them  is  not  valid  and,  therefore,  in  no  way  binding 
upon  them." 


THE  WARFIELD  CONFERENCE 

The  conference  between  a  special  committee  of  the  National 
Association  of  Owners  of  Railroad  Securities  and  the  chiefs  of 
the  big  four  railroad  brotherhoods  which  was  held  in  New 
York,  April  4,  on  the  call  of  S.  Davies  Warfield,  did  not  result 
in  a  formal  recommendation  of  the  so-called  "Warfield  plan" 
for  operation  of  the  railroads,  as  had  been  expected,  although 
it  is  generally  understood  that  the  labor  leaders  favored  the  plan. 
The  statement,  issued  after  the  conference  and  signed  by  Mr. 
Warfield  and  Warren  S.  Stone,  president  of  the  Brotherhood 
of  Locomotive  Engineers,  merely  expressed  the  belief  that  a 
solution  of  the  present  railroad  difficulties  was  practicable  and 
could  be  best  brought  about  by  co-operation  between  the  man- 
agement, the  employes  and  the  stock  owners. 

In  order  to  dispel  the  idea  that  may  have  formed  in  the 
minds  of  some  of  the  labor  leaders  who  had  been  invited  to 
attend  the  conference — namely,  that  Mr.  Warfield  and  his  asso- 
ciation speak  for  the  New  York  Central  and  the  companies  which 
it  controls — A.  H.  Smith,  president  of  the  New  York  Central, 
addressed  a  letter  to  Mr.  Warfield  in  which  he  states  that  the 
board  of  directors  of  the  system  and  the  officers  appointed  by 
It  are  the  only  mediums  through  which  relations  between  the 


corporation  and  its  employes  are  carried  on.  Copies  of  the  let- 
ter, which  follows,  were  sent  to  the  presidents  of  the  four 
brotherhoods  involved: 

"The  newspapers  print  the  letter  dated  the  30th  instant,  ad- 
dressed by  you  to  the  Brotherhood  of  Locomotive  Engineers,  the 
Brotherhood  of  Locomotive  Enginemen  and  Firemen,  the  Brother- 
hood of  Railway  Trainmen,  and  the  Order  of  Railway  Conduc- 
tors of  America,  in  which  you,  as  president  of  the  Railroad 
Securities  Owners'  Association,  invite  representatives  of  those 
brotherhoods  to  confer  with  a  committee  of  your  association  for 
the  purpose  of  considering  what  should  be  done  in  regard  to 
wages  and  other  matters  affecting  the  railroads. 

"The  board  of  directors  of  the  New  York  Central  Railroad 
Company  has  directed  me  to  advise  your  association  and  you, 
as  its  president,  that  that  board,  and  the  officers  appointed  by 
it,  represent  the  New  York  Central  and  its  stockholders  in  all 
matters  of  management,  including  relations  between  the  corpora- 
tion and  its  employes,  whether  those  relations  have  to  do  with 
wages,  working  conditions  or  practices.  The  board  further  di- 
rects me  to  say  that  it  regards  as  most  unfortunate  the  attempt 
which  you,  and  the  association  of  which  you  are  president,  are 
apparently  making  to  intervene  in  the  present  labor  situation, 
and  that  it  cannot  recognize  any  right  or  propriety  in  your  do- 
ing so. 

"Copies  of  this  letter  have  been  sent  to  the  chiefs  of  the 
four  brotherhoods,  so  that  they  may  understand  that  neither 
you  nor  the  Security  Owners'  Association  speak  for  the  New 
York  Central  or  the  companies  which  it  controls  in  asking  for 
the  conference  which  you  propose  to  hold." 

The  statement  issued  after  the  conference  read  as  follows: 

"The  employes'  representation  made  plain  their  attitude 
towards  the  adjustment  of  deficits  at  their  sole  expense,  unac- 
companied by  comprehensive  methods  that  will  lead  to  general 
economies. 

"After  full  consideration  of  the  position  of  the  representa- 
tives of  the  employes  and  of  the  possible  bases  for  solution  of 
the  outstanding  difficulties,  the  representatives  of  the  association 
of  both  security  owners  and  labor  leaders  feel  convinced  that 
a  solution  is  practicable,  and  through  proper  co-operation  be- 
tween all  the  parties  in  interest  and  the  governmental  agencies 
charged  with  the  responsibility  in  these  matters  there  should 
be  avoided  any  further  substantial  delay  in  adjusting  a  situation 
that  if  continued  is  recognized  by  the  conferees  as  being  de- 
structive and  impossible. 

"The  conference  did  not  deal  in  detail  with  wages  and  work- 
ing conditions,  the  committee  of  the  association  having  stated 
that,  as  expressed  in  their  letter  suggesting  the  conference,  it 
was  the  purpose  and  desire  of  the  association  to  be  helpful  in 
the  situation  to  bring  about  better  relations.  There  was  full 
discussion  of  the  procedure  up  to  date,  and  of  the  viewpoint  of 
the  employes'  representatives.  All  of  the  conferees  recognized 
the  gravity  of  the  situation,  and  an  earnest  effort  was  made  to 
approach  it  through  a  common  understanding  of  the  public  in- 
terest involved.  It  was  realized  that  all  parties  in  interest,  the 
public,  the  investor  and  the  employes,  can  accept  as  satisfactory 
no  solution  which  is  not  based  upon  efficiency  and  general  econ- 
omy in  service." 

This  latest  move  on  the  part  of  Mr.  Warfield,  it  is  expected, 
will  widen  the  breach  between  him  and  the  railway  executives. 
His  announcement  of  a  plan  for  effecting  economies  in  the 
operation  of  the  railroads  was  not  received  with  approval  by 
the  executives.  Although  Mr.  Warfield  was  successful  in  getting 
his  views  on  rate  making  embodied  in  the  transportation  act,  the 
question  has  arisen  as  to  whether  or  not  he  will  be  as  successful 
before  the  present  Congress. 

Regardless  of  whether  the  attack  on  the  rate-making  sec- 
tion of  the  transportation  act  is  justified,  or  whether  it  would  be 
wise  to  modify  it,  there  is  no  getting  around  the  fact  that  con- 
siderable sentiment  against  it  exists  among  the  members  of  Con- 
gress. This  sentiment  might  prove  to  be  a  bar  against  any  new 
proposals  by  Mr.  Warfield,  it  is  pointed  out. 

FEBRUARY  RAILWAY  REVENUE 

The  Traffic  World  Washington  Bureau 

Reports  from  195  Class  1  roads  on  revenues  and  expenses 
for  the  month  of  February  indicate  a  greater  deficit  in  that 
month  than  in  January,  the  total  deficit  for  the  country  as  a 
whole  being  $7,601,000.  In  February,  1920,  there  was  a  deficit 
of  $14,509,000.  The  deficit  in  January  this  year  was  $1,167,800. 
Revenues  for  February  for  the  195  roads  totaled  $396,029,000, 
a  decrease  of  4.7  per  cent,  as  compared  with  February,  1920, 
and  expenses  totaled  $376,614,000,  a  decrease  of  7.3  per  cent, 
as  compared  with  February,  1920.  This  decrease  in  expenses 
is  attributed  to  the  slump  in  business. 

While  the  freight  and  passenger  figures  have  not  been  sep- 
arated, officials  of  the  Bureau  of  Railway  Economics  said  the 
passenger  earnings  showed  an  increase  in  February. 

Inquiries  from  our  DAILY  TRAFFIC  WORLD  sub- 
scribers are  answered  by  mail  or  wire  and  are  always 
treated  as  confidential. 


April  9,  1921 


THE    TRAFFIC     WORLD 


771 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul   Minn 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR    INJURY  TO  GOODS 
Value  of  Sample  Case  and  Contents  Lost  Can  Be  Recovered: 

(Court  of  Appeals  of  Kentucky.)  Where  certain  sample 
cases  and  contents  were  delivered  to  carrier  by  plaintiff  passen- 
ger being  of  the  value  of  $156.55,  as  shown  by  uncontradicted 
rvidence,  and  the  carrier  lost  the  same,  plaintiff's  right  to  re- 
I'dvor  the  specified  value  cannot  be  questioned. — Hines,  Dlrector- 
(Jcnt-nil  of  Railroads,  vs.  Denny,  227  S.  W.  Kept.  567. 
Lost  Commissions  as  Damages: 

Damages  on  account  of  lost  commissions  on  sales  sought  to 
be  recovered  by  plaintiff  traveling  salesman,  suing  for  loss  of 
.sample  cases  and  contents,  held  too  remote  and  conjectural  to 
be  accurately  or  even  approximately  ascertained. — Ibid. 
Carrier  Liable  for  Loss  of  Property  Marked  Freight,  Notwith- 
standing Failure  to  Mark  Another  Part  of  Shipment: 

(Supreme  Court  of  Pennsylvania.)  Where  railroad  by  haste 
in  moving  freight  prevented  shipper  from  properly  marking  the 
freight,  and  where  the  railroad  received  such  freight  not  properly 
marked,  and  issued  a  through  bill  of  lading  therefor,  which  did 
not  show  the  markings  on  the  freight,  as  required  by  the  regu- 
lations of  the  company  adopted  under  act  Cong.  June  18,  1910 
(U.  S.  Comp.  St.  8563  (4)),  it  could  not  avoid  liability  for  loss, 
under  act  Cong.  March  4,  1915  (U.  S.  Comp.  St.  8604a),  on  the 
ground  that  the  shipper  did  not  mark  the  freight  as  required. — 
Grammes  et  al.  vs.  Central  R.  of  New  Jersey,  112  Atl.  Rept.  532. 

Shipper's  failure  to  mark  a  portion  of  the  freight  shipped 
as  required  by  regulations  would,  in  no  event,  relieve  the  carrier 
from  liability  for  loss  of  the  properly  marked  freight. — Ibid. 

In  shipper's  action  for  loss  of  freight,  the  carrier,  seeking  to 
avoid  liability  because  of  shipper's  failure  to  mark  the  freight 
as  required  by  regulations  had  burden  of  proving  what  portion 
of  the  freight  was  not  so  marked. — Ibid. 
Limitation    of    Liability — Burden    of    Proof   on    Carrier   to    Show 

Agreement  of  Shipper  to  Insure  Against  Theft: 

(Supreme  Court,  Appellate  Term,  First  Dept.)  In  an  action 
to  recover  the  value  of  goods  delivered  to  a  truckman  for  trans- 
portation to  a  steamship  line,  the  goods  having  been  stolen,  the 
burden  of  proof  was  on  defendant  as  to  a  defense  that  plaintiff 
had  agreed  to  insure  the  goods  against  theft  in  consideration 
of  lower  trucking  rates,  and  that  plaintiff  had  collected  insurance 
for  the  goods  lost. — Levinson  et  al.  vs.  Morris  Transfer  Co.,  Inc., 
186  N.  Y.  Supp.  563. 

When  a  common  carrier  seeks  to  limit  liability,  the  agree- 
ment establishing  such  limitation  must  be  clear  and  specific. — 
Ibid. 

In  an  action  to  recover  the  value  of  the  goods  delivered  to 
truckman  for  transportation  to  steamship  line  which  were  stolen, 
evidence  held  insufficient  to  sustain  a  finding  that  plaintiff  agreed 
to  insure  the  goods  against  theft  in  consideration  of  lower 
trucking  rates. — Ibid. 

A  common  carrier  is  liable  to  shipper  for  goods  stolen,  al- 
though the  shipper  had  such  goods  insured  againsnt  theft  and 
received  money  from  the  insurer  in  settlement  of  the  loss.— Ibid. 

TRANSPORTATION   AND   DELIVERY   BY  CARRIER 
Telegram — Non-Delivery   Thereof  Creating    Void    Contract     Does 

Not  Cause  Damage: 

(Circuit  Court  of  Appeals,  Fifth  Circuit.)  Plaintiff  was  not 
damaged  by  non-delivery  of  a  telegram  sent  him  by  a  Texas  cor- 
poration, accepting  his  offer  to  exchange  land  in  Texas  for  prop- 
erty of  the  corporation,  where,  under  the  laws  of  Texas,  the 
executory  contract  thereby  created  would  have  been  wholly  void. 
— Jackson  vs.  Western  Union  Telegraph  Co.,  269  Fed.  Rept.  598. 

Under  Rev.  St.  Tex.  1911,  arts.  1164,  1175-1177,  and  agree- 
ment by  a  Texas  corporation  to  exchange  property  owned  by  it 
for  lands  in  Texas,  which  were  not  needed  in  any  business  it 
was  authorized  to  transact,  and  were  not  taken  in  due  course 
of  business  to  secure  the  payment  of  a  debt,  would  have  been 
not  merely  ultra  vires,  but  wholly  void,  though  the  exchange  was 
for  the  purpose  of  winding  up  its  affairs,  paying  debts,  and  dis- 
tributing its  assets. — Ibid. 

BILLS   OF   LADING 
Breach  of  Warranty  of  Goods  No  Defense  in  Action  by  Purchaser 

of  Bill   of   Lading  for  Conversion   Thereof: 

(Supreme  Court  of  Iowa.)  In  action  by  purchaser  of  draft 
on  buyer  with  bill  of  lading  attached  against  bank  to  which  the 
draft  and  bill  of  lading  had  been  forwarded  with  instructions 
to  deliver  bill  of  lading  only  on  payment  of  draft,  for  conversion 
of  the  bill  of  lading,  breach  of  warranty  of  the  goods  was  not 
available  as  a  defense,  since  purchaser  of  bill  of  lading  was 
not  a  party  to  the  sales  contract  between  shipper  and  buyer 
and  was  not  bound  by  warranty  contained  therein. — Market 


State  Bank  VH.  Farmers'  Savings  Bank  of  Meservey,  181  N    W 
Rept.  486. 

Bank  Delivering  Bill  of  Lading  Without  Payment  of  Draft  Guilty 
of  Conversion: 

Bank,  which  delivered  bill  of  lading  without  requiring  pay- 
ment of  draft,  to  which  it  was  attached  In  violation  of  Instruc- 
tions of  owner  of  bill  of  lading,  was  guilty  of  conversion  of  the 
bill  of  lading  and  the  goods  of  which  the  bill  of  lading  was  the 
symbol. — Ibid. 

Measure  of  Damages  on  Delivery  of  Bill  of  Lading  Without  Pay- 
ment of  Draft: 

Where  a  bank  had  delivered  bill  of  lading  without  requiring 
payment  of  draft  to  which  the  bill  of  lading  was  attached  con- 
trary to  instructions  of  owner  of  the  bill,  the  owner's  measure 
of  damages  in  an  action  for  conversion  was  the  market  value 
of  the  goods  at  the  place  to  which  they  had  been  shipped  In 
excess  of  the  freight  charges  which  would  have  to  be  paid  be- 
fore they  could  be  disposed  of.— Ibid. 

Purchaser  of  Draft  with   Bill  of  Lading  Attached   Does  Not  As- 
sume  Contract  of   Seller: 

(Supreme  Court  of  Arkansas.)  A  bank  which  purchased 
from  the  seller  of  a  carload  of  produce  a  draft  for  the  purchase 
price  with  the  bill  of  lading  attached  did  not  thereby  assume 
the  contract  of  the  seller  so  as  to  be  liable  to  the  buyer  which 
had  paid  the  draft  for  defects  in  the  quality  of  the  produce  — 
Merchants'  Bank  of  Kansas  City,  Mo.,  vs.  Pine  Bluff  Produce  & 
Provision  Co.,  227  S.  W.  Rept.  603. 

CARRIAGE   OF   LIVE   STOCK 
Good  Condition  of  Cattle: 

(Supreme  Court  of  Iowa.)  In  an  action  for  damage  to  cat- 
tle, evidence  held  to  present  a  jury  question  whether  the  cattle 
were  in  good  condition  when  loaded.— Ball  vs  Chicjieo  R  I  & 
P.  Ry.  Co.,  181  N.  W.  Rept.  469, 

In  an  action  for  damage  to  cattle,  evidence  held  to  support 
the  verdict  that  they  were  in  good  condition  when  loaded.— Ibid. 

In  action  against  a  carrier  for  Injuries  to  cattle  shipped 
farmers  and  experienced  cattlemen,  shown  competent  to  speak 
as  to  values,  were  properly  permitted  to  give  their  opinion  of 
what  "good  condition  of  the  cattle"  might  be,  since  the  word 
"good"  would  be  readily  understood  by  both  the  witnesses  and 
the  jury  as  meaning  sound  or  uninjured  condition —Ibid 
Value  of  Cattle: 

In  action  against  carrier  for  injuries  to  cattle,  a  farmer  and 
experienced   cattleman  held   a   competent  witness   to  speak  of 
their  value  had  they  not  been  injured,  although  he  had  not  seen 
them  previous  to  injury. — Ibid. 
Receivership   Not   Bar  to   Suit  on   Unpresented    Damage  Claim- 

Where  a  railroad  company  was  in  the  hands  of  a  receiver 
at  the  time  of  injuries  to  live  stock  shipped,  but  the  claim  was 
not  filed  with  a  receiver  under  the  order  of  the  court,  the  re- 
ceivership was  not  a  bar  to  a  subsequent  action  against  the 
carrier  on  the  claim. — Ibid. 

Loss  and   Injury  to   Hogs  from    Insufficiency  of  Ventilation Evi- 
dence  Necessary  to  Support  Action  Against  Carrier: 

(Kansas  City  Court  of  Appeals,  Missouri.)  In  an  action  for 
loss  and  injury  to  hogs  in  transit,  it  was  incumbent  on  plaintiffs 
not  only  to  show  that  the  hogs  were  kept  in  a  place  where  they 
did  not  get  sufficient  air  and  ventilation  on  a  hot  day,  as  alleged, 
but  the  carrier  had  some  other  track  at  the  point  involved  where 
they  could  have  been  placed  without  suffering  from  an  insuffi- 
ciency of  ventilation. — Howell  et  al.  vs.  Hines,  Director-General 
of  Railroads,  227  S.  W.  Rept.  619. 

In  an  action  by  the  shippers  of  hogs  for  injuries  thereto  In 
transit,  the  trial  court  erred  in  giving  plaintiffs'  instruction  sub- 
mitting to  the  jury  the  question  whether  other  cars  shutting 
out  air  from  the  shipment  were  placed  near  the  hogs  on  a  side- 
track, there  being  no  evidence  of  such  placing  of  other  cars, 
testimony  that  "ordinarily  you  will  find  lots  of  box  cars  there" 
not  constituting  evidence  such  cars  were  present  at  the  time. — 
Ibid. 
Liability  of  Carrier  for  Damages  to  Cattle  Placed  in  Sun  During 

Negligent   Delay: 

(Kansas  City  Court  of  Appeals,  Missouri.)  If  railroad  negli- 
gently delayed  shipment  of  cattle,  the  damage  to  the  cattle  sus- 
tained by  reason  of  being  placed  in  the  sun  and  in  a  badly  ven- 
tilated place  in  railroad  yard  while  waiting  to  be  moved  would 
be  recoverable  as  an  item  of  the  damages,  regardless  of  whether 
the  railroad  was  negligent  in  the  placing  of  the  cattle  at  such 
particular  place  in  its  yards. — Neeley  et  al.  vs.  Hines,  Director- 
General  of  Railroads,  227  S.  W.  Rept.  650. 

If  delay  in  shipment  of  cattle  was  not  caused  by  carrier's, 
negligence,  it  is  not  liable  for  damage  sustained  as  the  result 
of  being  placed  in  the  sun  in  a  railroad  yard  while  waiting  to 
be  moved,  unless  there  was  negligence  in  so  placing  them. — Ibid. 
In  action  for  damage  to  cattle  during  transportation,  allega- 
tion that  the  railroad  "negligently"  placed  cattle  In  the  sun  held 
a  conclusion  and  insufficient  to  charge  negligence  in  placing  the 
cattle.— Ibid. 

An  interstate  shipment  is  governed  by  the  rules  of  decision 
in  the  federal  courts. — Ibid. 

In  action  for  negligent  delay  In  Interstate  shipment,  plaintiff 


772 


THE    TRAFFIC    WORLD 


Vol.  XXVII,  No.  15 


has  burden  of  showing  negligence,  the  burden  of  proof  being  a 
matter  of  substance. — Ibid. 

Evidence  held  insufficient  to  establish  prima  facie  negligent 
delay  In  shipment  of  cattle.— Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF   COMMON    CARRIERS 

Railroad    Not    Responsible   for   Acts   of    Servants   of    Federal    Di- 
rector-General: 

(Court  of  Civil  Appeals  of  Texas,  Beaumont.)  The  appellate 
court  will  take  judicial  knowledge  of  all  public  acts  and  resolu- 
tions of  Congress  and  proclamations  of  the  President  thereunder, 
and  judicially  knows  that  on  October  28,  1918,  the  Director- 
General  of  Railroads  promlugated  his  General  Order  No.  50,  and 
that  the  President  assumed  the  control,  possession  and  operation 
of  the  Houston,  East  &  West  Texas  Railway,  and  that  same  was 
under  the  control  of  the  United  States  government  in  September, 
1919.— Houston,  E.  &  W.  T.  Ry.  Co.  vs.  Tanner,  227  S.  W.  Rept. 
713. 

A  railroad  is  not  responsible  for  a  cause  of  action  accruing 
after  the  Director-General  of  Railroads  took  charge  and  after  the 
promulgation  of  General  Order  No.  50,  and  while  its  line  of  rail- 
way was  still  in  the  hands  of  the  federal  government,  and  is  in 
no  way  responsible  for  negligent  acts  of  the  servants  in  furnish- 
ing a  leaky  car  for  a  shipment  of  chops. — Ibid. 

Where  on  appeal  by  defendant  from  a  judgment  for  plaintiff 
the  undisputed  facts  clearly  show  that  the  case  was  fully  devel- 
oped in  so  far  as  any  liability  could  be  asserted  against  the  de- 
fendant, it  is  the  duty  of  the  court  to  reverse  and  render  the 
judgment  in  favor  of  the  defendant,  facts  showing  that  there  was 
no  liability  on  the  part  of  defendant. — Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and   Digests  of  National   Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Term  of  Time  Charter  of  Lighters  Not   Extended   by  Their  Una- 
voidable  Detention: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  Where  lighters 
were  chartered  in  December  for  one  month  for  use  in  and  about 
New  York  Harbor,  the  fact  that  at  the  end  of  the  month  some 
of  them  were  in  Passaic  River,  where  they  were  held  for  several 
weeks  by  ice,  held  not  to  operate  to  extend  the  charter  term,  in 
the  absence  of  any  provision  therefor  in  the  contract  or  any 
custom  to  that  effect. — Schoonmaker-Conners  Co.,  Inc.  vs  Lam- 
bert Transp.  Co.,  269  Fed.  Rept.  583. 
Damages  for  Detention  Beyond  Term  of  Time  Charter: 

Notification  by  the  owner  of  chartered  lighters,  at  the  end  of 
the  charter  term,  that  a  higher  rate  of  hire  would  he  charged 
thereafter,  held  not  to  make  such  rate  the  measure  of  damages 
for  their  unavoidable  detention,  where  not  agreed  to  by  the 
charterer. — Ibid. 

Owner  Ordinarily  Bound  to  Have  Vessel  Seaworthy,     but  Not  if 
Charterer  Undertakes  to   Determine   Seaworthiness: 
(Circuit   Court   of  Appeals,  Fourth   Circuit.)     As   a   general 
rule,  the  owner  of  a  vessel  is  bound  to  the  charterer  to  see  that 
she  is  seaworthy  and  suitable  for  the  service  in  which  she  is 
employerd;  but  the  rule  does  not  apply  when  the  charterer,  ex- 
pressly or  impliedly,  undertakes  to  inspect  the  vessel  and  ascer- 
tain her  seaworthiness  and  fitness  for  himself. — Portsmouth  Fish- 
eries Co.  vs.  John  L.  Roper  Lumber  Co.,  269  Fed.  Rept.  586. 
Charterer  Held  to  Have   Undertaken  to  Inspect  Dredge  and   De- 
termine  Fitness  and  Seaworthiness: 

Correspondence  between  the  owner  and  charterer  of  a  dredge 
held  to  show  that  the  charterer  took  upon  itself  the  burden  of 
inspecting  the  vessel  and  ascertaining  for  itself  whether  it  was 
seaworthy  and  suitable  for  the  service.— Ibid. 
Loss  of  Hired  Dredge  Held  Due  to  Charterer's  Negligence: 

Where  the  charterer  of  a  dredge  undertook  to  determine  its 

seaworthiness  for  itself  and  leaks  could  have  been  discovered 

by  hauling  the  dredge  out  on  the  ways,  but  the  charterer's  agent 

though  knowing  that  mud  probably  attached  to  the  hull    so  as 

)  prevent  leakage,  would  eventually  fall  away,  made  no  exam- 

ition,  and  left  the  dredge  at  anchor  and  unguarded    with  its 

k  only  a  few  inches  above  the  water  line,  the  sinking  of  the 

edge  was  due  to  the  charter's  negligence.— Ibid. 


Charterer  Not  Relieved  of  Liability  for  Negligence  Because  Loss 

Was  Not  Within  Its  Liability  as  Insurer: 

Where  the  owner  of  a  dredge  required  the  charterer  to  in- 
sure the  dredge,  and  the  charterer  replied  that  it  did  not  believe 
it  could  get  insurance,  but  would  assume  such  responsibility 
itself,  the  fact  that  the  loss  of  the  vessel  due  to  unseaworthiness 
was  not  within  its  liability  as  an  insurer  did  not  defeat  its  lia- 
bility as  charterer  for  the  loss  of  the  vessel  by  its  negligence 
in  inspection  and  navigation. — Ibid. 
Charterer  of  Dredge  Not  Entitled  to  Subrogation  Against  Insurer 

Until   Payment  by   It: 

A  charterer  of  a  dredge,  sued  for  its  loss  through  its  negli- 
gence, was  not  entitled  to  credit  for  the  amount  of  outstanding 
insurance,   as   it  had  no   right   of  subrogation   until   it  paid   its 
liability  to  the  owner. — Ibid. 
Tug   Liable  for  Loss  of  Tow: 

(District  Court,  D.,  Maryland.)  Owner  of  a  tug  held  liable 
for  loss  of  a  barge  in  tow,  where  the  master  left  port  with  three 
barges  when  storm  signals  were  displayed,  and  on  encountering 
weather  no  worse  than  should  have  been  anticipated  abandoned 
the  barges  and  failed  to  take  any  action  to  save  them  after  the 
storm  had  abated. — Dempsey  vs.  Maryland  Transp.  Co.;  Miller 
Fertilizer  Co.  vs.  Same,  269  Fed.  Rept.  665. 
Tug  Owner  Not  Entitled  to  Limitation  of  Liability  for  Lost  Tow: 

The  owner  of  a  tug,  which  failed  to  send  assistance  to  barges 
for  two  days  after  being  notified  that  the  tug  had  cast  them 
loose  in  Chesapeake  Bay  during  a  storm,  held  not  entited  to 
limitation  of  liability  for  one  which  had  sunk  in  the  meantime. 
—Ibid. 


NEW  COMMERCE  COMMITTEES 

The  Traffic  World   Washington  Bureau 

Representative  Samuel  E.  Winslow,  of  Massachusetts,  will  be 
the  new  chairman  of  the  House  committee  on  interstate  and 
foreign  commerce.  Mr.  Winslow  is  beginning  his  fifth  term  in 
Congress.  He  became  a  member  of  the  House  committee  on 
interstate  and  foreign  commerce  six  years  ago. 

The  new  Republican  members  of  the  committee  will  be 
Representatives  Carl  E.  Mapes  of  Michigan;  William  J.  Graham 
of  Illinois;  Sherman  E.  Burroughs  of  New  Hampshire;  Walter 
H.  Newton  of  Minnesota;  and  Homer  Hoch,  of  Kansas.  The 
House  committee  on  committees  has  assigned  these  members 
to  the  committee  subject  to  the  approval  of  the  Republican 
caucus  to  be  held  April  9.  The  Democrats  will  have  three  new 
members  on  the  committee  but  they  had  not  been  designated 
when  this  was  written. 

The  members  of  the  committee  in  the  last  sesion  who  did 
not  return  to  Congress  were  Representatives  Esch  of  Wisconsin, 
former  chairman  and  now  member  of  the  Commission;  Hamilton 
of  Michigan;  Ellsworth  of  Minnesota;  Sims  of  Tennessee; 
Doremus  of  Michigan;  Coady  of  Maryland;  DeWalt  of  Pennsyl- 
vania, and  Sanders  of  Louisiana. 

There  will  be  no  changes  on  the  Senate  committee  on  inter- 
state commerce,  it  is  understood.  Senator  Cummins  will  remain 
chairman.  The  reorganization  of  the  House  and  Senate  com- 
mittees will  be  completed  by  April  11,  when  the  new  Congress 
convenes  in  extraordinary  session. 


PLANS  OF  SENATOR  CUMMINS 

The  Traffic   World  Washington  Bureau 

The  resolution  calling  for  an  investigation  of  the  railroad 
situation  by  the  Senate  committee  on  interstate  commerce  will 
be  introduced  next  week  by  Senator  Cummins.  He  expected 
to  have  the  resolution  drawn  by  the  end  of  this  week 

The  Senator  also  will  reintroduce  the  bill  providing  for 
amendment  of  the  valuation  section  of  the  interstate  commerce 
act,  so  that  the  Commission  will  be  relieved  from  reporting  the 
cost  of  reproduction  of  carrier  lands. 

Senator  Cummins  also  said  he  would  favor  a  bill  modifying 
the  provisions  of  section  10  of  the  Clayton  act  to  the  extent  of 
exempting  from  the  provisions  thereof  dealings  between  carrier 
companies  which  are  members  of  one  railroad  system.  He  said 
he  did  not  favor  amendment  of  the  law  as  applied  to  dealings 
between  carriers  and  non-carrier  companies. 

The  bill  proposing  modification  of  section  10  upon  which 
hearings  were  held  in  the  last  Congress  died  at  the  close  of  the 
session,  March  4.  As  finally  submitted  to  the  House  and  the 
Senate,  it  is  understood,  the  hill  was  not  favored  by  the  railway 
executives.  This  bill  may  be  reintroduced,  but  its  provisions  may 
be  changed  after  further  consideration. 

The  question  of  whether  the  Railroad  Administration  will 
change  its  ruling  to  the  effect  that  overcharge  claims  arising  in 
the  period  of  federal  control  had  to  be  filled  by  March  1  1921 
or  be  barred,  has  been  put  up  to  Director-General  Davis  by 
Senator  Cummins.  Unless  the  Railroad  Administration  indicates 
that  the  ruling  will  be  changed,  Senator  Cummins  said  April  6 
he  will  introduce  a  bill  providing  for  amendment  of  the  trans- 
portation act  to  the  end  that  such  claims  which  were  not  filed 
by  shippers  by  March  1  will  not  be  barred 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  end 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  it  a  member  of  our  legal  department 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  Immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  In  •  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  se-vice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department. 
TraOc  Barrios  Corporation,  Colorado  Building,  Washington,  D.  C. 


(1)  Interest  on  Overcharge  Claims.  (2)  Interest  on  Loss  and 
Damage  Claims 

Michigan.— Question:  Kindly  give  us  some  information, 
quoting  authority  whenever  possible,  on  Interest  on  claims  for 
overcharge,  loss  and  damage — whether  interest  can  be  charged 
from  the  day  the  claim  is  presented  or  only  after  a  reasonable 
length  of  time  is  allowed  for  investigation. 

Answer:  (1)  Under  the  provisions  of  Conference  Ruling 
No.  489  of  the  Interstate  Commerce  Commission,  Interest  on 
an  overcharge  accrues  from  the  date  of  its  collection  by  the 
carrier,  whether  arising  from  an  error  in  rate,  weight  or  classi- 
fication. 

(2)  Although  there  is  some  authority  to  the  contrary,  many 
cases  have  held  that  a  plaintiff  recovering  judgment  for  loss 
of  or  injury  to  goods,  is  entitled  to  interest  from  the  date  of 
i  lie  loss,  that  is.  from  the  time  when  the  goods  should  have 
been  delivered,  or  the  date  of  the  injury;  other  cases  hold  that 
the  allowance  of  interest  is  within  the  discretion  of  the  Jury, 
and  still  others  that  no  interest  is  allowable  except  by  way  of 
penalty  for  misconduct  or  fraud.  The  carriers,  however,  as  a 
rule,  will  not  pay  interest  on  loss  and  damage  claims  except 
under  a  judgment  of  a  court  of  competent  jurisdiction. 

Notice   to    Consignor   of    Refused    Perishable    Freight 

Florida. — Question:  Please  advise  us  as  to  notifying  the 
consignor  of  refusal  of  perishable  freight  in  carloads  when  re- 
fused by  consingee.  The  shipment  in  question  moved  from  Jack- 
sonville, June  2,  1918,  claimed  refused  by  consignee  and  sold  by 
railroads  without  knowledge  of  consignor.  We  are  familiar  with 
the  U.  S.  Railroad  Administration's  rules  34  and  34-A,  but  have 
not  tariffs  of  the  Pennsylvania  Lines  bearing  upon  notification 
to  consignor,  nor  the  statute  of  the  state  of  Pennsylvania  in 
legards  to  sale  of  perishable  freight  when  refused  and  consignor 
not  notified. 

Answer:  The  uniform  demurrage  rules  now  provide  that 
when  carload  freight  is  refused  at  destination,  notice  of  such 
refusal  shall,  within  24  hours  thereafter,  be  sent  by  wire  to  the 
consignor,  when  known,  at  his  expense,  or,  when  not  known,  to 
the  agent  at  point  of  shipment,  who  shall  be  required  promptly 
to  notify  the  shipper  if  known.  This  provision,  however,  was 
not  incorporated  in  the  demurrage  tariffs  until  the  publication 
of  Agent  J.  E.  Fairbanks'  Demurrage  Tariff,  I.  C.  C.  No.  4,  effec- 
tive December  1,  1919,  which  tariff  published  the  revised  de- 
murrage rules  authorized  by  General  Order  No.  7-A  of  the 
United  States  Railroad  Administration,  the  provision  for  notice 
to  consignor  being  carried  therein  in  section  E-l  of  rule  4. 

The  courts  have,  however,  generally  held  that  in  addition 
to  warehousing  the  goods,  the  carrier  is  ordinarily  chargeable 
with  the  duty  of  notifying  the  consignor  of  the  consignee's  fail- 
ure or  refusal  to  accept  the  goods  consigned  to  him. 

We  are  not  familiar  with  the  provisions  of  the  statutes  of 
the  state  of  Pennsylvania  with  respect  to  the  sale  of  perishable 
freight  when  refused,  but,  assuming  that  the  Director-General 
had  the  authority  to  prescribe  the  rules  governing  the  sale  of 
refused  merchandise  during  the  time  the  carriers  were  under 
federal  control,  the  provisions  of  General  Order  No.  34  and  re- 
issues thereof  would  govern. 

Notice — Mailing  of  Postal   Constitutes 

Washington. — Question:  C.  O.  D.  shipment  of  perishable 
goods  made  to  point  A.  Consignee  unknown  at  point  A  and 
express  company  mailed  postal  card  notification.  Eight  days 
later  card  returned  to  express  company  and  express  company 
notified  shipper  by  postal  card  that  shipment  was  uncalled  for. 
This  notification  not  received  by  shipper.  Thirty  days  later  ex- 
press company  returned  shipment  to  shipper,  charging  him 
express  for  return  movement.  This  was  first  notification  shipper 
had  that  shipment  had  not  been  properly  delivered,  and  has  filed 
claim  to  recover  damage  due  to  •  perishable  shipment  being 
spoiled  upon  return.  Express  company  claims  that  they  fulfilled 
their  obligation  when  they  mailed  postal  card  to  shipper.  Ship- 
per, however,  maintains  this  was  insufficient  notice.  Kindly  let 
us  have  your  opinion  in  the  matter. 

Answer:  Proof  of  the  mailing  of  a  notice  properly  addressed 
and  postpaid  raises  a  presumption  that  the  notice  was  received 


by  the  person  to  whom  It  wan  dln-neil.     Thin  In  a  presumption 
of  fact  and  may  be  rebutted  when  It  become*  a  question  for  the 
jury.     American  &  English  Encyclopedia  of  Law,  Vol.  16. 
Liability  of   Initial   Carrier  Under  the  Carmack  Amendment  for 
Lot*  Occurring  on  Connection. 

Matiachucetter— Question:  A  shipment  of  25  rolls  of 
roofing  paper  was  delivered  to  a  railroad  at  a  station  In  New 
Kngland  consigned  to  McUulres  Wharf.  Va.,  a  landing  at  which 
there  Is  no  agent.  The  shipment  was  not  routed  by  the  shipper. 
The  only  way  to  reach  this  landing  at  that  time  was  via  a  steam- 
boat line  operating  from  Washington,  D.  C.,  which  has  dime 
gone  out  of  business.  Consignees  received  only  a  part  of  the 
shipment  although  the  originating  railroad  shows  delivery  In 
full  to  the  steamboat  company  at  Washington.  Can  claim  for 
amount  of  shortage  be  collected  from  original  carrier? 

Answer:  Under  the  Carmack  Amendment,  whenever  an 
Initial  carrier  accepts  goods  for  shipment  to  a  point  on  another 
line  In  another  state,  it  is  conclusively  treated  as  having  made 
a  through  contract  of  shipment  and  will  be  liable  for  any  loss 
or  injury  occurring  on  any  connecting  line  over  which  the  ship- 
ment may  pass,  as  well  as  for  loss  or  Injury  occurring  on  its 
own  line.  The  liability  of  the  initial  carrier  under  the  statute 
is  the  same  as  if  it  owned  a  continuous  line  from  the  point  of 
shipment  to  the  point  of  destination,  or  as  otherwise  expressed, 
Its  effect  is  to  make  the  connecting  carrier  the  agent  of  the 
initial  carrier  the  same  as  if  it  had  contracted  for  through  car- 
riage to  the  point  of  destination.  Therefore,  the  initial  carrier 
may  not  escape  liability  by  merely  proving  delivery  of  the  ship- 
ment to  the  steamboat  line. 

Rate  Applied  When   Lowest  Rated   Route  Is  Embargoed 

Illinois.— Question:  Are  carriers  liable  for  excessive  charges 
In  the  following  case:  Carload  shipment,  box  shocks,  shipped 
from  Bath,  Maine,  June  1,  1920,  destined  to  Lambertville,  N.  J., 
only  routing  shown  being  Penna.  R.  R.,  intermediate  routing 
being  left  open.  Bill  of  lading  was  receipted  by  Maine  Central 
R.  R.  There  was  a  22%  cent  rate  in  effect  at  that  time  on  ship- 
ments moving  via  N.  Y.  N.  H.  &  H.  R.  R.,  Harlem  River,  and 
Penna.  R.  R.  But  it  seems  at  that  time  there  was  an  embargo 
issued  by  the  Maine  Central  against  the  handling  of  shipments 
via  this  route.  Shipper  did  not  know,  neither  did  the  agent  at 
point  of  origin,  that  such  an  embargo  was  in  effect,  and  it  was 
not  until  car  reached  Deerlng  Junction  that  it  was  discovered  the 
embargo  was  in  effect.  The  routing  was  then  changed  to  read 
via  Ayer  Junction,  Mechanicville,  D.  &  H.,  Wilkes  Barre,  and 
Penna.  R.  R.,  via  which  route  the  22%  cent  rate  did  not  apply. 
When  car  reached  destination,  charges  were  assessed  on  a  com- 
bination of  local  rates,  creating  quite  an  overcharge. 

The  question  is  this,  the  carriers  did  not  have  any  authority 
to  change  routing.  The  shipper  did  not  know  embargo  was  in 
effect  at  the  time  bill  of  lading  was  receipted.  Can  consignee 
secure  a  refund  of  the  overcharge  in  freight  rate? 

Answer:  If  complete  routing  instructions  via  the  route  over 
which  the  22%  cent  rate  was  applicable  had  been  shown  in  the 
bill  of  lading  and  carriers  had  changed  this  routing  without 
specific  instructions  from  the  shipper  to  do  so,  the  carrier  would 
be  liable  for  mis-routing  and  you  would  be  entitled  to  protection 
of  the  22%  cent  rate.  See  Graham  County  Lumber  Co.  vs. 
Southern  Ry.,  50  I.  C.  C.  231. 

When  complete  routing  instructions  are  not  shown  in  the  bill 
of  lading  it  is  the  duty  of  the  carriers  to  route  a  shipment  via 
the  cheapest  reasonable  applicable  route  consistent  with  the 
routing  instructions  specified  by  the  shipper.  See  Bruner  Co. 
vs.  Southern  Ry.,  40  I.  C.  C.  549.  The  route  over  which  the  22% 
cent  rate  applied  was  embargoed  at  the  time  shipment  in  ques- 
tion moved  and  this  rate  was  therefore  temporarily  withdrawn 
during  the  life  of  the  embargo.  In  view  of  the  fact  that  com- 
plete routing  instructions  were  not  furnished  and  the  22%  cent 
rate  was  not  shown  in  the  bill  of  lading,  it  is  our  opinion  that 
the  carriers  are  not  obliged  to  protect  the  22%  cent  rate  but  are 
obliged  to  protect  the  rate  applicable  via  the  available  route  con- 
sistent with  routing  instructions  specified  by  the  shipper  via 
which  the  lowest  rate,  either  joint  or  combination,  was  appli- 
cable. 

If  the  lowest  rate  other  than  that  via  the  embargoed  route 
was  applicable  via  the  route  shipment  moved,  rate  via  that  route 
should  be  protected,  but  if  a  lower  rate  was  appliacble  via  some 
other  route  with  the  Pennsylvania  R.  R.  as  a  delivering  carrier, 
you  are  entitled  to  protection  of  such  rate. 

Conflict  Between   Express  Receipt  and   Marks  on  Package 

New  York. — Question:  We  delivered  to  the  American  rail- 
way Express  Company  11  cases,  weighing  2,817  pounds,  consigned 
to  Pittsburgh,  Pa.,  but  through  error  in  our  shipping  department 
the  cases  were  stenciled  "Philadelphia";  express  receipt  as 
signed  for  by  the  American  Railway  Express  Company  shows 
clearly  the  destination  to  be  "Pittsburgh".  This  shipment  was 
forwarded  to  Philadelphia  and  later  reshipped  to  Pittsburgh, 
causing  an  excess  express  charge  of  about  $80.00.  Can  we  hold 
the  express  company  liable  for  this  excess  charge?  Also  quote 
rulings  covering  similar  cases. 

Answer:     The  situation  outlined  by  you   Is  identical  with 


774 


THE    TRAFFIC    WORLD 


Vol.  XXVII,  No.  15 


that  considered  by  the  Interstate  Commerce  Commission  in 
Brackett  Co.  vs.  G.  N.  Express  Co.,  29  I.  C.  C.  667.  In  that  case 
the  Commission  held  that  "When  a  shipper  prepares  a  bill  of 
lading  providing  for  the  carriage  of  property  to  a  particular 
destination  and  marks  a  different  and  erroneous  address  on  the 
package  the  carrier  will  not  be  held  responsible  for  the  freight 
charges  incurred  in  transporting  the  property  to  the  destination 
shown  on  the  package,  although  the  correct  destination  is  shown 
on  the  bill  of  lading." 

Mis-routing  of  Shipment  Account  of  Embargo 

Alabama.— Question:  Less  carload  shipment  moving  from 
Middletown,  Conn.,  to  Dallas,  Tex.,  route  shown  in  bill  of  lading 
"N.  Y.  N.  H.  &  H.  R.  R.,  Morgan  Line,  Galveston,  Texas,  South- 
ern Pacific."  Freight  charges  were  collected  on  all-rail  rate.  We 
filed  claim  on  basis  of  rate  via  rail  and  water,  carriers  declined 
claim  saying  shipment  diverted  all  rail  account  of  embargo. 
Should  carriers  have  accepted  shipment  with  rail  and  water 
routing  shown  in  bill  of  lading  if  same  was  embargoed,  and  since 
they  did  accept  shipment,  should  not  our  claim  be  paid  on  basis 
of  rate  shown  in  bill  of  lading? 

Answer:  We  do  not  locate  a  decision  of  the  Interstate 
Commerce  Commission  involving  a  diversion  of  a  shipment  by 
the  carrier  from  a  rail  and  water  route  to  an  all  rail  route  on 
account  of  an  embargo  via  the  rail  and  water  route.  However, 
the  Commission  has  held  with  respect  to  shipments  moving  all 
rail  that  the  carrier  is  liable  for  mis-route  in  forwarding  a  ship- 
ment via  a  higher  rated  route  than  that  specified  in  the  bill  of 
lading  by  the  shipper  without  first  calling  the  shipper's  attention 
to  the  fact  that  the  route  specified  is  embargoed  and  obtaining 
instructions  from  the  shipper  with  reference  to  the  forwarding 
of  the  shipment  by  another  route.  See  Conference  Ruling  83 
and  cases  referred  to  therein,  also  Graham  County  Lumber  Co. 
vs.  Southern  Railway,  50  I.  C.  C.  231. 

War  Tax  on  Valuation  Charges 

Connecticut.— Question:  The  question  has  arisen  in  our 
office  as  to  whether  or  not  the  American  Railway  Express  Com- 
pany can  legitimately  assess  and  collect  war  tax  on  valuation 
charges.  It  is  the  writer's  contention  that  the  valuation  charge 
merely  covers  insurance  on  the  shipment  while  it  is  in  transit 
and  does  not  cover  actual  transportation.  It  might  be  com- 
pared with  marine  insurance  on  steamship  shipments.  Please 
advise  whether  or  not  a  ruling  has  been  made  in  this  connec- 
tion, and  if  so,  what  it  is. 

Answer:  We  know  of  no  ruling  of  the  Treasury  Department 
with  respect  to  the  collection  of  war  tax  on  valuation  charges, 
but  it  is  our  opinion  that  the  valuation  charge  is  a  part  of  the 
transportation  and  therefore  subject  to  the  tax. 

Duty   of  the   Carrier  to   Deliver  to   Destination   Specified 

Colorado. — Question:  Your  answer  to  "Ohio"  at  bottom  of 
second  column,  page  563,  Traffic  World  of  March  12th,  is  not 
clear.  Is  it  your  contention  that  it  is  the  duty  of  the  carrier  to 
deliver  the  goods  at  the  destination  designated  in  the  contract 
of  shipment,  even  though  such  delivery  is  an  impossibility?  It 
would  be  the  opinion  of  the  writer  that  the  carrier's  agent  had 
exceeded  his  authority  in  signing  such  a  bill  of  lading,  and  that 
it  would  be  the  duty  of  carrier  to  hold  shipment  for  further 
instructions  and  notify  shipper. 

Answer:  A  bill  of  lading  establishes  a  contractural  relation 
between  the  carrier  and  shipper  when  issued  by  a  common  car- 
rier and  signed  and  accepted  by  the  shipper  constitutes  a  con- 
tract for  the  shipment  of  merchandise  therein  described,  by 
which,  for  a  specified  sum,  the  carrier  undertakes  to  carry  safely 
and  deliver  the  goods  received  to  the  person  named  in  the  bill 
or  his  order.  It  is  a  special  contract  imposing  a  duty  of  trans- 
portation and  delivery  according  to  its  terms  as  undertaken  by 
the  contracting  parties  at  the  time  of  entering  into  the  same. 

The  contract  in  the  bill  of  lading  particularly  covers  the 
obligation  of  carrying  the  goods  to  destination  and  of  delivering 
them  to  the  consignee.  From  that  point  of  view  the  carrier  is 
bound  to  carry  the  merchandise  to  the  stipulated  destination  and 
there  deliver  it  in  accordance  with  the  terms  of  the  bill  of  lading. 

In  determining  whether  a  contract  made  for  the  carrier  by 
an  agent  is  binding,  the  principles  of  agency  are  applicable  and 
the  general  rule  is  well  settled  that  if  the  contract  is  within 
the  general  scope  of  authority  of  the  agent,  a  carrier  will  be 
bound  thereby,  although  the  agent  has  acted  beyond  his  ins- 
tructions in  the  particular  case.  In  the  instant  case  it  is  ap- 
parent that  the  agent  of  the  carrier  executed  a  bill  of  lading 
which  was  impossible  of  execution,  in  so  far  as  the  transportation 
of  the  shipment  from  origin  to  final  destination  is  concerned. 
Ordinarily,  in  making  shipments  to  inland  points  the  practice 
is  to  bill  the  shipment  to  the  nearest  railroad  station,  the  ship- 
per making  arrangements  for  the  transportation  of  the  shipment 
beyond  the  railroad  station,  the  cost  of  such  transportation,  of 
course,  being  borne  by  the  shipper.  Having  executed  a  bill  of 
lading  calling  for  delivery  at  an  inland  point  and  having  trans- 
ported the  shipment  to  the  nearest  railroad  station  under  this 
bill  of  lading,  the  whole  duty  of  the  carrier  was  not  performed 
in  our  opinion,  in  placing  the  shipment  in  a  warehouse. 

We  are  not   aware  of  any  decision  which  holds  that  it  is 


the  duty  of  the  carrier  under  such  circumstances  to  assume  the 
cost  of  making  final  delivery  of  a  shipment  accepted  under  such 
circumstances,  but  we  are  of  the  opinion  that  it  was  the  duty  of 
the  carrier  to  inform  the  shipper  that  his  shipment  was  on  hand 
at  its  railroad  station  awaiting  transportation  to  the  inland  point, 
or  to  notify  the  consignee  thereof,  and  that  failing  to  take  this 
action  it  would  be  held  liable  for  the  value  of  the  shipment  in 
the  event  it  was  held  in  a  warehouse  for  such  a  time  as  to  make 
it  worthless.  At  any  rate,  the  carrier  is  charged  with  the  duty  of 
making  the  best  disposition  possible  of  the  shipment  after  hav- 
ing accepted  and  transported  it  to  a  point  short  of  final  destina- 
tion and  would  be  liable  for  any  damages  which  the  shipper 
could  prove  were  the  result  of  its  acceptance  of  the  shipment. 
Measure  of  Damages— Goods  for  Future  Delivery 

Wisconsin. — Question:  We  would  appreciate  some  informa- 
tion on  the  following:  We  forwarded  an  express  shipment,  bill- 
ing our  customer  at  the  prices  in  effect  at  the  time  he  placed 
his  order,  which  was  August  20,  1919.  This  order  was  placed 
for  future  shipment  and  consequently  did  not  leave  here  until 
February  25,  1920,  at  which  time  the  merchandise  sold  at  con- 
siderably higher  prices.  We  placed  a  higher  valuation  on  our 
shipment  than  the  invoice  price,  which  more  than  covered  the 
advance.  Part  of  this  shipment  checked  short  at  destination 
and  we  entered  the  claim  for  the  consignee,  charging  the  mer- 
chandise at  the  prices  at  time  of  shipment.  The  American  Rail- 
way Express  Company  has  refused  to  allow  our  claim  on  this 
basis,  stating  that  we  cannot  expect  to  recover  a  greater  value 
than  we  would  have  received  had  the  goods  been  delivered.  We 
have  explained  this  to  the  railroad  company  and  they  are  paying 
all  our  claims  entered  on  this  basis.  The  express  company  does 
not  seem  to  take  into  consideration  the  fact  that  it  cost  more  to 
manufacture  the  goods  at  the  time  shipment  was  made  than  at 
the  time  the  order  was  taken,  and  that  we  only  make  this  pro- 
tection agreement  with  our  customers  and  not  with  the  express 
company.  Under  the  circumstances,  are  we  obliged  to  reduce 
our  claim  as  requested?  Can  you  refer  us  to  cases  of  this  kind 
passed  on  by  our  courts?  In  whose  favor  were  the  decisions? 

Answer:  Shipments  by  express  move  under  released  valua- 
tions and  in  the  event  of  loss  or  injury  the  express  company  is 
liable  for  the  actual  value  of  the  shipment  not  to  exceed  the 
amount  of  the  declared  valuation.  An  invoice  is  only  evidence 
of  the  value  of  a  shipment  and  while  it  generally  represents  the 
actual  value  of  the  goods  shipped,  in  cases  such  as  the  instant 
one,  it  does  not  represent  the  true  value  of  the  goods  at  time 
of  shipment.  We  are  therefore  of  the  opinion  that  the  express 
company  can  not  hold  you  to  the  invoice  price  of  the  shipment 
in  question.  In  this  connection  see  I.  C.  C.  Conference  Ruling 
387. 

Overcharge  Resulting  From  Insertion  of  Erroneous  Car  Numbers 
in   Bills  of  Lading  by  Carrier's  Clerk 

Illinois. — Question:  This  company  made  two  carload  ship- 
ments of  bottle  carriers  from  the  18th  St.  Team  Track  of  the 
Pennsylvania  System,  Chicago,  one  to  the  "A"  Co.,  Pittsburgh, 
Pa.,  and  the  other  to  "B"  Co.,  Scranton,  Pa.,  on  the  same  day. 
This  company's  shipping  clerk  made  out  the  shipping  directions 
complete  with  the  exception  of  the  car  numbers  and  tendered  the 
bills  of  lading  to  the  clerk  in  charge  of  the  team  tracks.  This 
representative  of  the  railroads  inserted  the  car  number  in  the 
bills  of  lading  and  signed  same. 

Approximately  one  week  after  forwarding  these  cars  we 
were  advised  by  telegraph  that  the  Pittsburgh  consignee  received 
a  car  load  of  bottle  carriers,  the  contents  of  which  were  for  "B" 
Co.,  Scranton,  Pa.  We  immediately  took  the  matter  up  with 
the  freight  claim  agent  of  the  Pennsylvania  Railroad  Company, 
advising  him  of  the  circumstances  and  requested  that  he  wire 
Pittsburgh  and  have  the  car  forwarded  on  to  "B"  Co.,  at  Scran- 
ton, Pa.,  and  to  hold  up  the  car  rolling  to  Scranton,  Pa.,  and 
divert  it  to  Pittsburgh,  Pa. 

The  erroneous  billing  of  these  cars  was  brought  about  by  the 
team  track  clerk  inserting  erroneous  car  numbers  on  the  bills 
of  lading  and  carding  the  cars  accordingly.  We  presented  claim 
of  the  alleged  overcharge  on  the  assessment  of  the  freight  on  the 
car  to  Pittsburgh,  which  was  ultimately  forwarded  to  Scranton. 
on  the  local  rates  to  and  from  Pittsburgh.  Our  claim  was  turned 
down  by  the  railroad,  they  stating  the  following  reasons:  "As 
it  is  customary  for  shippers  to  completely  execute  bills  of  lading 
and  as  we  hold  in  our  files  shipping  orders  containing  your  signa- 
ture indicating  the  routing  of  these  cars,  it  is  not  our  view  that 
we  can  legally  refund  the  charges  assessed.  Various  cases  of 
similar  nature  have  been  before  the  Interstate  Commerce  Com- 
mission and  it  has  been  their  views  that  the  carriers  are  not  re- 
quired to  refund  the  additional  charges  resulting  from  the  error 
of  the  shipper,  as  it  is  a  common  practice  for  the  consignor  to 
prepare  bills  of  lading.  We  refer  in  particular  to  Case  No.  8062, 
Woodland  Lumber  Co.  vs.  Norfolk  Southern  Railroad  Company, 
decided  in  May,  1916,  and  with  this  information  we  presume  you 
will  wish  to  withdraw  your  claim."  We  would  like  to  have  your 
opinion  as  to  the  carrier's  contention  and  what  recourse  we  may 
have. 

Answer:  In  our  opinion  the  error  of  the  carrier's  agent  in 
inserting  erroneous  car  numbers  in  the  bills  of  lading  covering 
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the  two  cars  In  question  was  the  proximate  cause  of  the  damage 
which  resulted.  The  opinion  of  the  Commission  in  the  case  re- 
ferred to  by  the  carrier,  published  in  Vol.  38  of  the  Commission')) 
Reports,  at  page  709,  IB  not  in  point,  for  the  reason  that  In  that 
case  the  erroneous  car  numbers  were  Inserted  by  the  shipper. 

In  the  instant  case,  unless  the  shipper  furnished  the  ear- 
ner's agent  with  the  wrong  car  numbers,  we  believe  that  the 
ranier  is  the  party  at  fault,  even  though  the  shipper  might  have 

detected  the  error  before  delivery  of  the  cars  at  destination. 
Delivery  on  Side  Tracks 

Iowa. — Question:  In  June  19,  1920,  issue  of  The  Traffic 
World,  under  the  heading  "Alabama,"  there  was  a  question  asked 
\iiu  by  the  Birmingham  Traffic  Association,  regarding  the  car- 
rier's liability  after  a  car  is  placed  on  their  private  sidings.  In- 
asmuch as  this  car  of  packing  house  products  was  shipped  by 
tliis  firm,  and  we  are  now  handling  the  claim  formerly  handled 
by  the  Birmingham  Traffic  Association,  and  noting  at  the  time 
this  question  was  asked  you  people,  that  matters  then  pertaining 
to  such  deliveries,  etc.,  were  taken  before  the  Supreme  Court, 
and  being  interested,  would  like  very  much  to  know  if  any  de- 
cision has  been  rendered  as  yet,  and  if  so  the  sum  and  substance 
of  same,  for  it  looks  to  the  writer  thus  far,  there  is  not  much 
hopes  of  realizing  anything  out  of  our  claim,  unless  the  Supreme 
Court  decides  favorably. 

Answer:  The  case  referred  to  in  our  answer  to  Alabama 
on  page  1148  of  the  June  19,  1920,  issue  of  The  Traffic  World  is 
that  of  the  United  States  of  America  and  Interstate  Commerce 
Commission,  Appellants,  vs.  Alaska  Steamship  Co.,  Central  of 
Ct-oi-Kia  Railway  Co.,  Clyde  Steamship  Co.  et  al.,  253  U.  S.  113, 
in  which  case  the  question  of  the  authority  of  the  Interstate 
Commerce  Commission  to  prescribe  the  form  of  the  bill  of  lad- 
ing was  before  the  Supreme  Court.  However,  owing  to  the  fact 
that  the  Transportation  Act  of  1920  was  passed  during  the  pend- 
ency of  the  appeal  of  this  case  from  the  Federal  District  Court 
to  the  Supreme  Court,  which  act  makes  necessary  certain 
changes  in  the  form  of  the  bill  of  lading  prescribed  by  the 
Interstate  Commerce  Commission  in  the  Bill  of  Lading  case,  52 
I.  C.  C.  671,  the  Supreme  Court  dismissed  the  case,  without 
prejudice  to  the  right  of  the  complainants  to  assail  in  the  future 
any  order  of  the  Commission  prescribing  bills  of  lading. 

While  there  is  considerable  conflict  in  the  decisions  of  the 
courts,  the  general  rule,  as  stated,  is  that  after  a  carrier  has 
placed  goods  on  a  private  siding,  its  duty  as  a  common  carrier 
has  ceased  and  its  liability,  if  it  has  any,  is  that  of  a  warehouse- 
man. This  is  particularly  true,  if  the  consignee  has  accepted 
the  goods,  but  what  constitutes  acceptance  on  the  part  of  the 
consignee  is  not  definitely  defined  in  any  of  the  cases. 


Personal  Notes 


R.  B.  Robertson,  the  newly  elected  president  of  the  Traffic 
Club  of   Chicago,   was   born   at  Milwaukee,   April   18,   1879.     He 

received  his  early  rail- 
road training  in  the 
general  freight  office  of 
the  old  Wisconsin  Cen- 
tral Railway  at  Mil- 
waukee. He  came  to 
Chicago,  July  1,  1911, 
as  general  agent  of  the 
Monon,  being  promoted 
to  division  freight 
agent  and  then  to  as- 
sistant general  freight 
agent,  which  latter 
position  he  held  until 
the  time  of  federal 
control.  During  the 
war  he  was  assistant 
chief,  Inland  Traffic 
Service,  War  Depart- 
ment, at  Chicago.  On 
March  1,  1919,  he  re- 
turned to  the  Monon  as 
general  freight  agent. 
When  the  roads  were 
returned  to  private  con- 
trol March  1,  1920,  he 
was  appointed  assistant 
freight  traffic  manager. 
Union  Pacific  System, 
at  Chicago,  which  posi- 
tion he  now  holds. 

F.  W.  Ditman  has  been  appointed  commercial  agent  for  the 
Hocking  Valley  Railway  at  Detroit. 

T.  E.  Trigg  has  been  appointed  auditor  for  the  Christe  & 


Eastern  Railway  and  the  Kinder  ft  Northwestern  Railroad  at 
Shreveport.  T.  J.  Shelton  has  been  appointed  general  freight 
agent  for  the  same  lines  at  Shreveport. 

The  following  changeh  and  appointments  have  been  an- 
nounced by  the  Chesapeake  ft  Ohio  Railroad:  A.  M.  Dudley,  di- 
vision freight  agent  at  Cincinnati,  promoted  to  general  western 
freight  agent  at  the  same  place;  Edwin  Sample  appointed  com- 
mercial agent  at  Richmond,  Va.;  Milliard  Russell  appointed  com- 
mercial agent  at  Nashville;  R.  H.  Vaughen,  appointed  assistant 
general  freight  agent  at  Cincinnati. 

Stuart  A.  Allen  has  been  appointed  freight  traffic  manager 
for  the  Baltimore  &  Ohio  Railroad  at  Chicago,  vice  O.  A.  ' 
stans,  who  died.  Mr.  Allen  is  succeeded  as  assistant  freight 
traffic  manager  in  New  York  by  W.  F.  Richardson.  Frank  L. 
Maher  has  been  appointed  district  freight  and  passenger  repre- 
sentative for  the  B.  ft  O.  at  Seattle. 

W.  K.  Vandiver,  who  has  been  assistant  manager  of  the 
traffic  department  for  the  Railroad  Administration,  has  accepted 
the  position  of  traffic  commissioner  with  the  Grain  Dealers'  Na- 
tional Association  at  Toledo. 

E.  R.  Oliver  has  been  elected  vice-president  of  the  Southern 
Railway.  He  will  be  succeeded  as  freight  traffic  manager  at 
Cincinnati  by  R.  H.  Morris.  Other  appointments  announced  by 
the  Southern  are  as  follows:  F.  S.  Riegel  as  general  freight 
agent  at  Cincinnati;  William  Humphrey  as  general  western 
freight  agent  at  Chicago;  J.  P.  Tocher  as  division  freight  agent 
at  Louisville;  J.  N.  Templeton  as  division  freight  agent  at  Lex- 
ington, Ky.;  and  W.  T.  Keating  as  commercial  agent  at  Indian- 
apolis. 

W.  C.  Shafer  has  been  appointed  traveling  freight  agent  for 
the  Western  Maryland  Railway  at  Baltimore,  vice  C.  C.  Gray, 
promoted. 

M.  A.  Phillips  has  been  appointed  traffic  manager  for  the 
International  Steel  Corporation  at  New  York. 

A.  S.  Ellis  has  been  appointed  soliciting  freight  agent  for  the 
Merchants  &  Miners  Transportation  Company  at  Baltimore,  vice 
George  R.  Ways,  who  has  resigned. 

The  Chesapeake  &  Ohio  has  announced  the  appointment  of 
R.  H.  Snead  as  manager  of  mail  and  express  traffic  at  Richmond. 

W.  E.  Burnett,  Jr.,  has  been  appointed  commercial  agent  for 
the  Norfolk  and  Western  Railway  at  Fort  Worth,  succeeding 
Mortimer  Broaddus,  who  has  been  promoted. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

C.  H.  Stein  addressed  the  members  of  the  Traffic  Club  of 
Newark,  N.  J.,  on  "The  Labor  Situation  on  the  Railroads,"  at 
the  meeting  April  4. 


The  monthly  meeting  of  the  Traffic  Club  of  New  England 
will  be  held  in  the  auditorium  of  the  Boston  City  Club  April  12. 
Eugene  S.  Jones,  travel  lecturer  and  photographer  for  the  Boston 
&  Maine  Railroad,  will  give  a  talk  illustrated  with  still  and  mo- 
tion pictures;  Prof.  Leo  Wiener,  of  Harvard  University,  will 
speak  on  "The  Present  Situation  and  Probable  Future  of  Russia 
and  Germany. 


A  temporary  organization  known  as  the  Freeport  Traffic 
Club  has  been  formed  at  Freeport,  111.  A  permanent  organiza- 
tion will  be  perfected  in  the  near  future. 

A  meeting  of  the  Traffic  Club  of  Baltimore  was  held  at  the 
Hotel  Rennert,  April  5.  F.  L.  Shepler,  assistant  to  the  general 
freight  claim  agent  of  the  Baltimore  &  Ohio  Railroad,  spoke  on 
claim  prevention.  L.  P.  Temple,  humorist,  entertained. 

An  organization  of  graduates  of  the  traffic  management  and 
transportation  course  of  the  extension  division  of  the  University 
of  California  has  been  formed  at  San  Francisco.  This  club, 
known  as  the  University  of  California  Traffic  Association,  held 
a  meeting,  March  28,  and  was  addressed  by  Mr.  Lowe,  of 
the  freight  claim  department  of  the  Southern  Pacific  Railway, 
on  freight  claim  prevention.  M.  B.  Baker,  of  the  United  States 
Rubber  Company,  San  Francisco,  has  been  elected  president. 

The  next  regular  meeting  of  the  Traffic  Managers'  Club  of 
the  Brooklyn  Chamber  of  Commerce  will  be  held  April  14.  The 
entire  membership  will  participate  in  a  mock  trial  on  the  pre- 
sentation of  the  matter  of  freight  rate  adjustment  before  the 
Interstate  Commerce  Commission. 


The  next  regular  meeting  of  the  Transportation  Club  of 
Tulsa  will  be  held  at  the  Hotel  Tulsa,  April  11.  The  following 
officials  of  the  A.  T.  &  S.  F.  will  be  guests:  F.  B.  Houghton. 
freight  traffic  manager,  Chicago;.  J.  R.  Koontz,  assistant  freight 
traffic  manager,  Chicago;  W.  K.  Etter,  assistant  general  manager, 
Topeka;  J.  N.  Connell,  general  passenger  agent,  Topeka;  J.  C. 
Burnett,  assistant  general  freight  agent,  Topeka. 

PEITION    FOR    REHEARING 

The  Director-General  has  petitioned  the  Commission  for  a 
rearguraent  or  rehearing  in  No.  11186,  Shaffer  Oil  &  Refining 
Co.  vs.  Director-General  et  al. 
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ADDRESS  BY  CHAIRMAN  CLARK 

(Address  bv  Edgar  E.   Clark,   Chairman.   Interstate  Commerce   Com- 
mission,  before  the  Railway  Business  Association  at  New 

York,   March  31.) 

The  name  of  the  association  whose  guests  we  are,  strikes 
me  as  happily  significant,  because  if  there  has  ever  been  a  time 
in  the  history  of  our  country  when  we  needed  the  application  of 
business  methods,  adherence  to  business  principles,  and  earnest 
thinking  along  sound  business  lines  the  clock  has  struck  that 

The  vital  material  interests  of  our  people  may  he  said  to 
rest  largely  in  a  limited  number  of  institutions  or  industries.  As 
a  country  and  as  a  people  we  prospered  and  were  happy  under 
•  them  until  the  world  was  convulsed  by  the  European  war.  We 
now  face  the  problem  of  restoring  stable  and  normal  conditions. 
We  will  not  get  back  to  pre-war  prices  for  labor  or  for  commodities 
generally,  but  we  need  and  must  reach  stable  and  normal  condi- 
tions although  they  be  on  a  higher  level  of  prices.  It  is  for  all 
right-minded  men  to  assist  as  unselfishly  as  possible  in  restoring 
such  conditions  and  in  bringing  about  recovery  from  the  evil  after 
effects  of  war,  which  always  stirs  up  all  that  is  good  and  brave  in 
some  natures  and  all  that  is  bad  and  grasping  in  others.  As  I 
have  read  and  heard  men  talk  in  recent  days  I  have  wondered  if 
it  is  not  true  that  a  large  proportion  of  the  people  have  in  some 
way  become  shell-shocked  or  gassed  even  though  they  did  not 
participate  in  the  hostilities. 

These  institutions  or  industries  need  vigorous,  industrious, 
unselfish,  thinking  men  who  find  their  greatest  satisfaction  in 
doing  each  his  part  in  building  up  and  maintaining  an  adequate 
and  efficient  system  that  creditably  serves  the  needs  of  the  times. 
The  one  who  contributes  his  efforts  or  his  capital  in  any  of  thesa 
lines  is  entitled  to  his  reasonable  compensation  and  reward.  The 
one  who  knows  how  and  is  willing  to  do  is  entitled  to  encourage- 
ment, commendation  and  co-operation  from  all  others.  What  I 
am  trying  to  say  is  that  none  of  these  great  undertakings  can 
achieve  a  full  or  fair  measure  of  success  if  those  connected 
therewith  are  interested  only  or  mainly  in  getting  the  largest 
possible  personal  benefit  or  profit. 

I  recently  saw  some  statistics  of  the  railways  in  the  various 
so-called  civilized  countries  of  the  world,  although  perhaps  in  the 
light  of  recent  events  some  would  think  that  some  of  those  coun- 
tries should  be  eliminated  from  that  category.  The  statistics  cov- 
ered the  railways  of  30  countries  and  of  seven-eighths  of  the  rail- 
road mileage  of  the  world.  The  mileage  in  the  United  States  in- 
cluded in  the  statistics  was  259,705,  that  of  the  other  29  countries 
was  399,782,  a  total  of  659,487.  Of  this  total  429,726  miles  are 
privately  owned.  The  statistics  were  for  the  fiscal  year  which 
most  nearly  coincided  with  the  calendar  year  1916.  They  im- 
press one  with  the  magnitude  of  the  railroad  industry,  and  with 
the  relative  importance  of  it  in  this  and  other  countries  in  times 
of  peace. 

The  operating  revenue  of  the  roads  in  the  United  States  was 
$3,596,865,766  and  the  operating  expenses  $2,357,398,412.  For  all 
of  the  roads  in  the  other  29  countries  the  operating  revenues 
were  $4,419,772,742  and  the  operating  expenses  $2,960,687,942. 
During  that  year  the  railroads  of  the  United  States  carried  2,179,- 
696,043  tons  of  freight,  while  all  of  the  roads  in  the  other  29 
countries  carried  1,696,169,344  tons.  Thus  it  appears  that  from 
a  freight-carrying  standpoint  the  railroads  of  the  United  States 
perform  more  service  than  do  those  of  the  remainder  of  the 
world. 

The  difficulties  which,  as  an  effect  of  the  war,  have  been  en- 
countered here  with  regard  to  operating  expenses  and  necessarily 
large  increases  in  rates  and  fares  have  similarly  been  exper- 
ienced in  other  countries.  Information,  so  far  as  it  is  obtainable, 
indicates  that  the  increases  have  not  been  greater  here  than  else- 
where, and  that  our  railroads  emerged  from  the  war  period  in 
better  physical  condition  than  those  of  most  other  countries.  The 
difficulties  are  not  peculiar  to  our  land  and  are  not  the  result  of 
local  conditions  or  of  details  of  management  or  operation.  They 
result  from  the  operation  of  world-wide  economic  forces  which 
can  not,  under  the  conditions  that  have  obtained,  be  controlled. 
The  relief  must  come  gradually  as  a  result  of  readjustment  of 
those  economic  forces.  It  will  be  accelerated  or  retarded  ac- 
cordingly as  we  all  meet  or  shirk  our  duty  to  lend  a  willing  help- 
ing hand. 

As  a  measure  of  war  necessity  our  roads  were  operated  by 
the  government  during  the  war.  Conditions  were  abnormal  and  it 
was  imperative  that  certain  things  be  done  and  done  quickly.  Cost 
was  a  secondary  consideration.  The  experiences  even  under  ab- 
normal conditions  afford  an  opportunity  to  study  the  advantages 
and  disadvantages  of  federal  control  and  operation.  Whatever 
the  net  expenses  to  the  government  it  was  a  part  of  the  cost  of 
the  war,  and  should  I  think,  so  be  considered.  We  are  interested 
in  those  past  experiences  onlv  as  they  afford  a  guide  for  or 
warning  against  future  actions. 

The  problem  now  is  to  build  for  the  future.  The  country 
needs  and  industry  desires  adequate,  efficient  transportation  serv- 
ices. Good  service  and  freedom  from  unjust  discrimination  are  of 
more  importance  than  is  the  precise  level  of  the  rates. 

In  considering  the  history  of  railroad  transportation  some 


divide  it  into  chapters,  each  representing  a  period  in  which  the 
conditions  in  some  respects  differed  from  those  in  other  periods. 
If  following  our  personal  views  as  to  the  periods  or  chapters, 
we  were  each  to  write  that  history  we  would  perhaps  not  agree 
as  to  the  number  of  chapters  that  we  should  write  or  the  exact 
differences  that  distinguish  one  period  from  another,  but  we 
would  all  arrive  at  the  same  point  and  at  the  present  time  would 
confront  the  same  facts  and  conditions.  Should  we  not,  therefore, 
concentrate  our  thoughts  and  efforts  upon  the  future  with  its 
needs  and  requirements  and  urge  and  assist  in  the  expenditure  of 
energy  in  the  direction  of  providing  for  those  needs  and  require- 
ments? 

Regardless  of  where  the  ownership  of  our  transportation  sys- 
tems lies,  regardless  of  whether  it  be  one  or  many  corporations 
or  even  the  government  that  is  in  the  last  analysis  responsible 
for  the  operation  and  results  therefrom,  railroads  must  be  oper- 
ated by  men.  They  must  have  the  numerous  classes  of  employes, 
each  performing  his  particular  kind  of  service.  They  must  have 
their  directing  heads  and  their  subordinate  officials  in  the  vari- 
ous departments.  The  degree  of  success  attained  must  therefore 
depend  in  large  part  upon  the  character,  capacity  and  loyalty  of 
the  officials  and  the  employes,  and  upon  the  general  policy  under 
which,  and  the  spirit  in  which,  they  perform  their  duties. 

Profiting  by  the  experiences  during  the  war,  recognizing  the 
force  of  existing  conditions,  and  looking  into  the  future  the  Con- 
gress enacted  the  transportation  act,  1920,  which  presents  in 
statutory  form  the  present  policy  of  the  government.  In  a  far 
sighted  way  it  endeavored  to  provide  a  governmental  policy  under 
which  the  country  would  be  assured  of  uninterrupted,  efficient, 
adequate  railroad  transportation  at  reasonable  rates,  under  which 
the  employes  would  be  reasonably  compensated,  and  under  which 
the  patrons  would  pay  what  the  service  is  fairly  worth.  It  may 
be  doubted  if  many  have  comprehended  the  extent  to  which  this 
act  projects  itself  and  its  influences  into  the  future.  Too  much 
energy  has  been  expended  in  criticizing  what  at  the  moment,  and 
from  superficial  thought,  seemed  to  be  weaknesses  in  it  and  there 
has  been  too  little  disposition  to  assist  in  laying  the  foundation 
for  the  superstructure  which  that  act  contemplates. 


Consolidation 

The  ^government  *""*  prantifally 


thp  pnlipy  whifh   it 


^ 

followed  for  many  years  of  prohibiting  all  combinations  and  con- 
solidations which  pniilH  in  any  wise  riirertlv  nr  indirectly  rerinne 
a  maximum  of  competition,  In  the  past  we  have  looked  askance 
and  with  fear  upon  monopolies.  In  this,  as  in  all  other  things 
affecting  human  welfare,  there  are  exceptions  which  go  to  prove 
the  rule,  and  the  sound  policy  which  will  produce  the  greatest 
good  to  the  greatest  number  lies  somewhere  between  the  ex- 
tremes. Science  and  human  ingenuity  have  developed  devices 
which  have  come  to  be  very  important  parts  of  our  business  and 
social  life.  Some  of  them  seem  to  me  to  be  natural  monopolies. 
Why  should  there  be  two  or  more  telephone  systems  in  a  given 
community?  -A  large,  strong  railroad  system  made  up  of  main 
lines  upon  which  the  traffic  density  is  heavy  and  of  numerous 
feeder  lines  upon  which  much  of  that  traffic  originates  and  finds 
destination,  can  and  will  afford  better  service  at  less  cost  than 
could  be  furnished  by  that  same  trackage  divided  into  several 
independent  companies  with  all  of  their  rivalries  and  differences 
of  view.  The  government  asserts  the  right  to  regulate  the  rail- 
roads and  that  right  is  not  challenged.  The  country  needs  strong, 
well  equipped,  well  operated,  prosperous  railroads.  It  is  and 
must  be  willing  to  pay  what  is  reasonably  necessary  to  have  that 
kind  of  service.  Why  should  it  not  be  rendered  by  large  systems 
with  their  component  parts  properly  coordinated  under  a  com- 
mon policy  rather  than  by  a  substantial  number  of  weaker  and, 
in  some  instances,  impecunious  systems,  each  with  its  selfish  in- 
terests and  its  separate  organization  striving  to  promote  those 
selfish  interests?  The  new  law  contemplates  consolidation  of  the 
roads  into  a  limited  number  of  large  systems  under  which  every 
reasonable  degree  of  competition  of  service  will  be  preserved.  I 
wish  it  were  possible  to  hope  for  consummation  of  that  purpose 
at  an  early  date. 

For  many  years  the  policy  was  adhered  to  that  there  should 
be  no  limit  or  restriction  unon  competition  between  roads  in  the 
matter  of  rates.    Most  of  the  freight  transported  by  our  railroads 
will  move  along  the  line  of  least  resistance  in  the  way  of  freight 
charges.     Our  country  is  well  supplied  with  roads  and  in  large 
part  the  traffic  is  competitive.     One  railroad  will  not  permit  its 
competitor  to  charge  less  than  it  does  on  the  competitive  business 
and  under  the  old  policy  that  competition  was  frequently  carried 
to  ridiculous,  if  not  ruinous,  extremes.    From  this  cut-throat  com_- 
pet-ltlon  grew  a  general  feeling  that,  the  railroads'  business  and 
their  relationships  to  the  public  were  not  governed  by  the  same  , 
code  of  morals  that  was  recognized  in  other  direction^.    The  busi- 
ness  man  saw  no  wrong  in  accepting  the  secret  rebate.     It  was 
no  sin  to  defraud  a  railway  company.     The  parson's  wife  told, 
with  manifest  self-satisfaction,  of  having  successfully  traveled  on  ; 
a  ticket  that  by  its  contract  terms  was  good  only  for  passage  of  i 
another.     Hotel  men  promoted  conventions  and  expositions  and 
clamored  for  low  railroad  fares  so  that  they  might  fill  their  par- 
lors and  halls  with  cots  for  which  they  charged  more  than  the  , 
ordinary   prices   for   rooms.     Nearly   everyone   thought    that    he 
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should  In-  i  hr  proud  possessor  of  a  pass  —  and  a  surprisingly  large 
nuiiilii-i'  attained  that  status.     Frelyht  solicitors  were  lnnirnpifi| 
!J7  Sfit  1^A  ^""'tll's,*!  ilpd.  frequently  ^ol  It  at  ratea  thai  riM  nf)|  nay_ 
the  cost  of  Llif  sun  ic^ 


The  poorer  road  can  but.  hasten  insolvency  by  reducing  Its 
r.iii-s  and  It  can  accelerate  that  haste  by  increasing  rates  if  its 
competitor  does  not  also  Increase  rates.  Competition  In  rates  Is 
therefore  but  a  figure  of  speech.  As  a  matter  of  fact  railroads 
competing  for  traffic  must  charge  the  same  rates  and  the  only  real 
competition  is  that  of  service. 

The  transportation  act  rhfl"g°H 


in  this  regard^  Instead  of  prohibiting  under  th^  ppn/fiiiit>a  nf  th^ 
ijnti-l  rust  laws,  any  eflons,  IQ  j^miiilizu  lliciixi  roiidii  ions  i  h(-  |;i\\ 
now  permits,  as  il  should,  pooling  pf  freights  or  facilities  nniltu- 
terms  and  conditions  that  are  approved  by 


War  Guaranty 

Congress  dealt  liberally  with  the  railroads  that  had  been 
taken  from  the  possession  of  their  owners  as  a  war  measure.  For 
something  over  two  years  the  government  fixed  the  level  and 
conditions  of  expenditures  and  of  rates.  The  operating  expenses 
were  increased  in  greater  pro  portion  .than  were  the  rates  and  fares. 
Recognizing  this  situation  Congress  provided,  for  a  period  of  6 
months  following  the  termination  of  federal  control,  certain  guar- 
anties. It  recognized  that  further  increases  in  rates  were  impera- 
tively necessary  and  it  was  contemplated  that  within  that  guaranty 
period  arrangements  would  be  made  to  make  such  increased  rates 
effective.  That  policy  and  purpose  were  carried  out  with  the  re- 

)  suit  that  rates  and  fares  were  placed  upon  a  higher  plane  than 
i  hey  had  been  for  many  years.  This  fact,  of  course,  attracted  the 
attention  of  all  users  of  our  railroads.  Too  many  of  them,  how- 

\  ever,  directed  their  attention  to  the  charges  for  service  and  closed 

'  their  eyes  to  the  increased  operating  expenses. 

Immediately  following  the  termination  of  federal  control  the 
railroads  successfully  moved  a  larger  tonnage  than  had  ever  been 
moved.  The  capacity  of  the  transportation  machine  was  demon- 
strated. Serious  interference  resulted  from  labor  difficulties  and 
later  the  volume  of  traffic  fell  off,  due  to  readjustment  of  indus- 
trial conditions.  The  financial  results  from  operation  in  recent 
months  have  been  disappointing.  Grave,  and  no  doubt  in  many 
instances  serious,  losses  have  been  experienced  by  producers 
and  distributors.  This  has  caused  a  good  deal  of  impatience 
which  has  taken  the  form  of  demands  for  reductions  in  trans- 
portation charges.  The  offVifl1  fig'"-"°  f™-  «*"»  mnnth  nf  T)pppm. 

class  I  roads  had  an 
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operating  rat  89  of  ftt.g      That  means  that  the  operating  cost  of 
?  earning  each  dollar  was  91.3  rents,  and  8.7  cents  of  each  dollar 
were  left  .wi.t.U  which  to  yay  taxcj^  interest   charges,  and  return. 


... 

ujnn   property   v;ilne^      ()bviou.sly_tjiat   margin   is  Jog  narrow. 
As  might  be  expected,  suggested  measures  of  relief  are  ex- 

'  treme  or  moderate,  dependent  upon  the  point  of  viw  of  the  one 
who  makes  the  suggestion.  Phaeton,  having  been  promised  by 
his  father,  Apollo,  that  any  wish  that  he  might  express  should  be 
granted,  demanded  that  he  be  permitted  for  one  day  to  drive  the 
chariot  of  the  sun.  Unable  to  dissuade  his  son  and  unwilling  to 
break  his  promise,  Apollo  gave  Phaeton  careful  instructions  and 
warnings  and  permitted  him  to  start.  The  last  advice  Apollo 
gave  was  "Spare  the  whip  and  hold  tight  the  reins."  Phaeton 
started  but  soon  found  that  he  could  neither  control  nor  guide  the 
fiery  steeds.  They  dashed  headlong  and  unrestrained  into  un- 
known regions,  now  high  in  the  heavens,  now  down  almost  to 
earth.  The  earth  was  scorched  and  blackened  and  was  saved 
from  destruction  only  by  Jupiter  launching  a  lightning  bolt  that 
struck  Phaeton  dead  from  the  chariot.  Modern  Phaetons  now 
clamor  to  be  given  permission  to  drive  the  chariot  of  transporta- 
tion by  railroad. 

Some  years  ago  the  question  that  most  interested  the  people 
was  whether  or  not  we  should  have  free  and  unlimited  coinage 
of  silver  at  a  ratio  of  16  to  1.  That  issue  developed  a  multitude 
of  nun  who  believed  themselves  to  be  financiers  and  who  con- 
fidently proffered  plans  or  advice  to  solve  all  of  the  then  present 
and  prospective  financial  problems.  One  of  these  sat  by  the  cook 
stove  for  a  time  and  suddenly  said  to  his  wife:  "I  have  figured 
out  a  perfect  plan  for  adjustment  of  the  government  finances  and 

i  a  plan  for  the  future  that  will  be  free  from  embarrassments."  His 
wife  replied:  "Good,  I  am  glad  of  it.  I  hope  that  you  have  also 
figured  out  a  way  to  lift  the  mortgage  that  has  been  a  mill  stone 
about  our  necks  ever  since  we  came  here."  We  have  now  a  simi- 
lar crop  of  similarly  helpful  financial  advisers. 

I  knew  a  locomotive  fireman  who  had  difficulty  in  keeping 

the  water  in  the  boiler  warm  enough  to  shave  with,  but  who  could 

,  day  by  day,  that  the  master  mechanic  and  the  superintendent 

'  were  making  pretty  nearly  clear  scores  of  errors.    Such  men  are 

',   now  in  evidence. 

When  we  consider  the  circumstances  out  of  which  present 
conditions  grew  is  it  not  sensible  and  reasonable  to  recognize 
the  necessity  for  gradual  readjustment  of  the  economic  forces 
and  affairs  of  the  world  as  the  foundation  for  gradual  improve- 

:  ment  in  the  situation  we  are  discussing?  Some  rates  are  too 
high  to  permit  the  free  movement  of  traffic.  Some  rates  are  un- 
reasonably low.  Careful  study  of  such  situations  has  been  and  is 

.  going  on  and  readjustments  have  been  and  are  being  made  ac- 


cordingly. DoubtlettH  there  have  grown  up  operating  expanse*, 
the  aggregate  of  which  IB  substantial,  which  can  not  reaBonably 
be  defended.  They  should  be  eliminated.  Kvery  effort  must  be 
made  lo  Insure  all  possible,  attainable,  reasonable  economic*.  The 
owners  of  the  properties  may  be  obliged  for  a  time  to  accept  leu 
return  upon  their  niv-exiim  nt  than  would  otherwise  be  expected. 
If  reason  can  prevail  and  a  united,  genuine  effort  can  be  put 
forth  and  maintained,  It  is  morally  certain  that  the  situation  will 
improve  and  that  we  will  progress  toward  that  condition  of  af- 
fairs which  the  Congress  had  In  view,  which  the  law  contem- 
plates and  which  we  all  hope  to  see.  Slightly  paraphrasing  an 
expression  I  read  recently— "it  IB  doubly  Incumbent  upon  us  in 
the  stand  which  we  take  to  avoid  the  appearance  of  selfish  shirk- 
ing. We  all  know  how  large  a  part  popular  Impressions  have  in 
forming  public  opinion  and  how  long  it  takes  for  the  slowly  de- 
veloping proof  of  facts  to  rectify  auch  impressions  when  once 
they  have  taken  hold."  We  must  build  upon  the  foundation  of 
experience  and  sound  business  judgment  that  is  free  from  "sel- 
fish shirking,"  and  not  upon  the  unstable  ground  of  theories  and 
opinions  that  in  large  part  ignore  the  true  facts. 

Necessary   Preferences 

Some  critics  assert  that  the  law  makes  of  the  railroad  busi- 
ness a  preferred  business  and  confers  upon  the  owners  special 
favors.  Others  assert  that  it  recognizes  a  preferred  class  of 
labor. 

Conceding  that  on  the  surface  there  is  that  complexion,  and 
assuming  for  the  purpose  of  the  discussion,  but  not  admitting, 
that  these  preferences  exist,  I  ask,  if  this  be  so,  is  It  wrong?  If 
this  is  so,  why  is  it  so?  Congress  recognized,  as  did  all  thought- 
ful men,  that  transportation  is  the  life  blood  of  commerce  and 
industry  and  vital  to  the  protection  of  our  nation.  It  must  be 
provided  in  adequate  and  reasonably  efficient  form.  Continuous 
and  dependable  operation  of  our  transportation  machine  is  almost 
as  important  as  is  its  existence.  The  law  was  formulated  in  the 
interest  of  the  country  and  of  the  public.  The  capital  invested 
in,  and  the  men  who  operate,  our  transportation  machine  are  em- 
ployed in  serving  the  public  which  must  and  should  compensate 
both.  If  it  clearly  appears  that  in  order  to  give  the  country  the 
quantity,  quality  and  character  of  service  that  it  needs,  to  which 
it  is  entitled,  and  for  which  it  must  pay,  some  preference,  ap- 
parent or  real,  should  be  afforded  to  the  capital  and  the  men  that 
are  employed  in  that  service,  I  submit  that  such  preference  is 
not  undue  so  long  as  the  public's  right  to  reasonable  and  nondis- 
criminatory  service  and  charges  is  protected.  But  if  that  capital 
and  those  men  are  recognized  as  having  a  preferred  status  be- 
cause of  the  public  character  of  the  service  in  which  they  are 
employed,  those  men  and  the  owners  of  that  capital  must  recog- 
nize an  obligation  to  the  public  which  also  springs  from  the  char- 
acter of  the  service  in  which  they  are  employed. 

State  Jurisdiction 

Rivalries  between  individual  states  and  demonstrations  of 
local  selfishness  led  the  framers  of  the  Constitution  to  vest  in 
the  federal  government  sole  power  to  levy  import  and  export 
taxes,  unrestrained  powers  as  to  post  office  and  post  roads  and 
plenary  power  to  regulate  commerce  among  the  states.  The 
Supreme  Court  has  held  that  so  long  as -the  Congress  refrains 
from  exercising  that  power  of  regulation  over  commerce  among 
the  states  the  several  states  may  exercise  their  powers,  but  that 
when  Congress  has  entered  the  field  conflicting  state  action  must 
give  way.  And  so  it  has  come  about  that  the  federal  laws  relat- 
ing to  safety  appliances,  hours  of  service,  and  supervision  of 
capitalization  of  carriers  are  supreme  in  their  respective  fields. 
In  the  matter  of  regulation  of  rates  and  fares  the  Congress  has 
not  gone  so  far.  It  has  contented  itself  with  providing  that  If 
the  states  shall  require  rates  or  fares  that  unduly  prefer  state 
traffic,  unduly  prejudice  interstate  traffic,  or  unjustly  discriminate 
against  interstate  commerce,  the  federal  tribunal  may  and  shall 
prescribe  rates  or  fares  that  will  effect  removal  of  such  prefer- 
ence, prejudice  or  discrimination,  and  that  the  carriers  shall  ob- 
serve rates  or  fares  so  prescribed  regardless  of  state  require- 
ments to  the  contrary. 

Long  before  the  transportation  act  was  framed  the  Supreme 
Court  had  made  it  entirely  clear  that  the  federal  Commission  was 
clothed  with  power  and  charged  with  the  duty  to  require  removal 
of  undue  prejudice  against  interstate  shippers  or  localities  and 
undue  preference  of  state  shippers  and  localities.  That  principle 
of  law  was  accepted  as  sound  and  as  settled.  The  transportation 
act  retains  the  condition  that  its  provisions  shall  not  apply  to 
transportation  wholly  within  one  state.  That  provision  is,  how- 
ever, in  a  section  the  foundation  of  which  Is  that  all  rates,  fares 
and  charges  shall  be  just  and  reasonable.  In  another  section 
the  Congress  has  put  in  statutory  form  what  was  the  law  before. 
It  has  made  it  a  little  more  explicit  by  specifically  prohibiting 
unjust  discrimination  against  interstate  commerce  and  has  au- 
thorized a  carrier  to  complain  of  such  discrimination.  The  states 
are  left  free  as  they  were  before  to  regulate  the  state 
charges  so  long  as  they  do  not  create  undue  preference  of 
state  traffic,  undue  prejudice  against  interstate  traffic,  or  un- 
just discrimination  against  interstate  commerce.  The  federal 
Commission  does  not  Interpret  the  law  as  conferring  upon 
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it  any  regulatory  powers  over  the  state  rates  or  fares  except 
for  the  purpose  of  removing  the  prohibited  preference,  prejudice 
or  discrimination.  It  has  found  it  necessary  in  several  instances 
to  exercise  that  power,  and  appeals  therefore  have  been  taken 
to  the  courts  in  various  jurisdictions.  In  so  far  as  the  courts 
have  spoken  they  have  sustained  the  power  exercised.  The  under- 
lying question  has  been  submitted  to  the  Supreme  Court  of  the 
United  States  and  in  due  time  will  be  by  that  body  set  at  rest. 

Fluctuation  of  Rates 

One  who  is  not  versed  in  transportation  charges  and  their 
effect  can  not  appreciate  the  extent  to  which  changes  are  neces- 
sary due  to  constantly  changing  commercial  and  industrial  con- 
ditions and  to  competitive  relationship  between  carriers  and  be- 
tween communities  and  commodities.  It  is  neither  necessary  nor 
desirable  that  the  states  shall  be  shorn  of  power  to  regulate 
their  internal  affairs.  The  same  considerations  that  led  the 
framers  of  the  constitution  to  reserve  to  the  federal  government 
the  powers  to  which  I  have  referred  require  retention  and  exer- 
cise of  those  powers  within  reasonable  and  appropriate  limits. 
If  a  state  has  the  right  to  require  the  railroads  traversing  it  to 
serve  the  citizens  of  that  state  at  lower  charges  than  they  con- 
temporaneously assess  against  the  citizens  of  other  states,  the 
effect  would  be  the  same  as  if  that  state  were  to  levy  a  tax 
upon  outsiders  for  the  privilege  of  transporting  goods  into  the 
state. 

When  the  Supreme  Court  shall  have  spoken  and  these  con- 
troversies have  been  stilled  it  will.  I  predict,  be  found  that  in 
principle  and  substance  the  law  is  not  materially  different  now 
from  what  it  was  when  that  court  decided  the  Shreveport  case. 
When  that  clarification  of  the  law  shall  have  occurred  there  will, 
I  think,  be  no  serious  difficulties  about  the  exercise  by  the  federal 
and  state  regulating  bodies  of  their  respective  powers  in  their 
respective  fields. 

I  would  not  unduly  centralize  power  and  control.  I  like  to 
think  of  the  United  States  as  a  single  entity,  and  the  experiences 
through  which  we  have  just  passed  have  emphasized  more 
strongly  than  ever  before  the  fact  that  among  the  nations  of  the 
world  we  must  be  so  considered  and  must  so  consider  ourselves. 
At  the  same  time  in  the  conduct  of  our  domestic  affairs  we  can 
and  should  adhere  as  far  as  is  practicable  to  the  ideas  of  self- 
government  and  local  government,  reserving,  however,  certain 
fundamentals  for  control  and  administration  by  the  national 
government. 

The  growth  of  civilization  has  been  accompanied  at  every 
step  by  the  maintenance  and  exercise  of  the  police  power.  Peace- 
ful possession  of  property  and  safety  to  life  could  not  otherwise 
exist.  The  police  power  must  extend  as  far  as  civilization  and 
human  rights  extend.  The  limits  of  the  jurisdiction  of  the  vari- 
ous police  powers  must  be  clearly  defined  and  properly  recog- 
nized, and  that  after  all  is  the  real  question  in  the  controversies 
to  which  I  have  just  referred. 

The  public  utility  has  devoted  itself  to  the  service  of  the 
public.  It  has  accepted  the  grant  of  unusual  power  which  could 
be  accorded  only  by  the  state.  The  definition  which  recognizes 
the  rights  conferred  on  the  utility  and  the  propriety  of  regulating 
it  does  not  at  all  warrant  the  conclusion  that  its  affairs  can  be 
successfully  conducted  with  a  disregard  to  those  sound  methods 
that  are  essential  in  private  business.  In  these  matters  the  im- 
portant thing  is  that  those  who  own,  manage  and  operate  the 
public  utility,  those  who  legislate  regarding  it,  those  who  are 
charged  with  the  duty  of  regulating  it,  and  those  who  are  served 
by  it  should  appreciate  that  in  the  conduct,  regulation,  or  use  of 
it  none  but  honest  business  principles  and  methods  should  be 
considered  or  applied. 

It  is  not  alone  in  what  might  be  called  minor  matters  of  com- 
petition and  charges  that  changes  which  affect  transportation 
problems  in  substantial  degree  come  with  frequency  and  rapid- 
ity. These  changes,  some  of  them  almost  fundamental,  must  be 
taken  into  account  along  with  arrangements  for  caring  for  the 
steadily  and  continuously  growing  population  and  traffic. 

Water  and  Highway  Lines 

During  the  war  expenses  of  operation  on  vessels  increased 
more  than  they  did  on  railroads.  There  was  a  heavy  demand  for 
ships  in  overseas  traffic  and  transportation  by  rail  and  water 
became  more  expensive  than  by  rail.  The  currents  of  traffic  were 
marketly  affected  thereby.  In  the  light  of  the  experiences  of 
generations  it  can  not  be  expected  that  water  transportation  will 
long  remain  on  a  higher  level  of  cost  than  transportation  by  land. 
There  is  now  an  abundance  of  ships  and  no  one  can  predict  the 
extent  to  which  they  will  be  employed  in  direct  competition  with 
our  railroads  or  the  extent  to  which  that  competition  will  neces- 
sitate readjustment  of  the  affairs  of  the  railroads. 

The  development  of  the  automobile  and  the  auto  truck  and 
the  building  of  good  roads  have  made  possible  transportation  for 
comparatively  short  distances  by  that  means  in  sharp  competi- 
tion with  the  railroads.  During  the  war  the  utilization  of  that 
and  other  methods  of  transportation  was  urged  in  an  attempt  to 
relieve  the  railroads  in  their  efforts  to  move  the  tremendous 
volume  of  traffic  which  was  offered.  Now  freight  is  moving  in 
substantial  quantities  in  that  manner  instead  of  by  railroads.  In 


many  instances  it  is  doubtless  the  cheaper  method  of  transpor- 
tation. The  state  furnishes  and  maintains  the  right  of  way  and 
track. 

These  conditions  are  not  peculiar  to  our  couuntry.  They  have 
grown  up  and  the  same  problems  are  presented  in  European 
countries.  According  to  a  recent  consular  report  the_subject  o£ 
tllr  fvtfnt  111  Kroat  T»™t°in  nf  the  IISP  nf  mntnr  trucks  m  place  of 
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f  granting  power  to  the  railroads  to 


service^. 
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and  to  what  extent,  if  °"Y,  «"""  nnwpr  should  he  granted.  Studie^ 
in  this  connection  in  England  point  out  that  the  advantages  which 
the  railroads  formerly  had  in  the  matter  of  speed,  carrying  capac- 
ity and  cheapness  of  movement  no  longer  exist.  Speed  has  in  a 
substantial  part  been  sacrificed  and  railroad  rates  have  risen 
while  the  mechanical  advantage  has  been  and  is  being  neutra- 
lized. It  is  said  to  be  a  serious  problem  for  the  railroads  of 
Great  Britain  under  present  conditions  to  discover  means  to  sur- 
vive unless  they .  are  completely  reorganized.  The  increased 
freight  and  passenger  charges  are  said  to  be  having  an  effect 
contrary  to  that  looked  lor,  namely,  greater  revenue,  and  that 
income  is  falling  while  expenditures  show  no  signs  of  decreasing. 
Studies  of  the  cost  of  building  and  maintaining  roads  and  of 
appropriate  taxation  of  motor  trucks  using  such  roads  are  being 
prosecuted.  Some  object  to  authorizing  tho  railroads  tn  in^ 
augurate  motor  truck  transportation  for  fear  that  aftpr  cnmneti 


aen   overcome 


thftir  service. 
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the  railroads^  They  also  point  out  that  during  the  last  railroa 
strike  in  England  the  country  was  largely  dependent  upon  motor  ( 
trucks  for  transportation,  and  that  if  the  motor  service  were( 
operated  by  the  railroads  it  would  be  involved  in  such  a  strik 
and  that  people  be  left  without  the  advantage  which  they  de- 
rived from  it  during  the  last  strike.  They  also  argue  that 
would  be  inadvisable  from  the  standpoint  of  industry  because  i 
the  railroads  embarked  in  that  undertaking  they  would  prob- 
ably transfer  the  manufacture  of  trucks  to  their  own  workshops, 
thus  affecting  the  motor  truck  industry  in  an  appreciable  degree. 
No  one  can  confidently  predict  what  the  effect  of  the  solution 
of  these  problems  may  be  upon  questions  which  we  perhaps  now 
consider  as  settled.  New  problems  will  arise,  and  so  with  con- 
tinuous changes  in  the  affairs  of  men,  of  business  and  of  nations 
there  is  an  ever  present  necessity  for  changes  in  the  facilities 
and  machines  through  and  by  means  of  which  transportation  is 
conducted.  No  one  can  now  see  clearly  the  extent  to  which 
electricity  will  be  substituted  on  our  railroads  for  steam  power, 
and  no  one  can  now  see  what  the  effect  of  such  substitution 
will  be.  (The  rest  of  Mr.  Clarke's  address  is  quoted  in  an  edi- 
torial in  this  number.) 


LUMBER  CONFERENCE  RESOLUTIONS 

An  attempt  to  obtain  relief  from  the  present  high  lumber 
rates  was  forecast  by  a  resolution  adopted  just  before  the  close 
of  the  conference  of  lumber  interests  held  under  the  auspices 
of  the  National  Lumber  Manufacturers'  Association  in  Chicago 
April  1.  The  resolution  reads  as  follows: 

Whereas,    The    general    economic    situation    in    this    country    de- 
mands   every    possible    stimulus    toward    reducing   the    cost    of   . 
and.    more   particularly,    the   cost   of   building   because   of  the    <  xtn 
housing  shortage  now  existing. 

Be  it  resolved,   That  the  American  Lumber  Congress  petition  the 
Interstate  Commerce  Commission,    the   railroads  and   the  Congress 
the  United  States  to  suspend  for  a  period  of  sixty  days  the  increased 
rates  on  lumber  granted  under  Ex  Parte  74   to   influence   the   move- 
ment of  lumber. 

The  resolution  was  presented  at  the  request  of  Frank  Carna- 
han,  traffic  manager  for  the  association,  who  called  the  atten- 
tion of  the  conference  to  the  fact  that  temporary  rates  had  been 
established  on  cattle  from  the  southwest  to  the  northwest  by 
the  Sante  Pe.  Charles  S.  Keith,  president  of  the  Keith  Lumber 
Co.,  of  Kansas  City,  and  chairman  of  the  resolutions  committee, 
spoke  against  the  resolution,  as  also  did  several  other  members, 
from  the  floor.  As  a  result  a  standing  vote  was  necessary  and 
the  resolution  carried  by  only  a  small  majority. 

Earlier  in  the  session  a  resolution  condemning  the  national 
agreements  and  asking  for  the  rescinding  of  the  wage  increases 
awarded  by  the  Labor  Board  under  decision  No  2  was  adopted 
and  sent  by  wire  to  President  Harding.  Most  of  the  members 
agreed  that  the  only  way  to  obtain  substantial  reductions  in 
rates  was  to  move  toward  the  reduction  of  railroad  operating 
expenses. 


FARMER-LABOR  CONFERENCE 

A  joint  "farmer-labor"  conference  to  be  held  in  Washing- 
ton April  14  and  15  will  consider  the  railroad  problem  and  Con- 
gress will  be  urged  to  provide  for  government  operation  of  the 
roads.  Representatives  of  the  Farmers'  National  Council,  the 
United  Farmers  of  America,  the  railway  brotherhoods  and  the 
International  Association  of  Machinists  will  participate  in  the 
conference. 
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VALUATION  REPORTS 

Tht  Traffic  World  Washington  Bureau 

Four  supplemental  tentative  valuation  reports  on  the  proper- 
ties on  the  Kansas  City  Southern  and  leased  roads;  the  Atlanta, 
Birmingham  &  Atlantic  and  leased  roads;  the  San  Pedro,  Los 
\imeles  &  Salt  Lake,  and  the  Winston-Salem  Southbound  Railway 
Company,  stating  the  cost  of  condemnation  of  the  carriers'  lands 
and  the  final  value  of  the  entire  properties,  have  been  issued  by 
tin'  Commission. 

Those  reports  state  the  original  and  present  cost  of  con- 
demnation and  damages  or  of  purchase  of  lands  In  excess  of  origi- 
nal cost  or  present  value  as  required  under  the  mandate  of  the 
United  States  Supreme  Court  in  the  Kansas  City  Southern  valua- 
tion case.  They  are  the  first  reports  to  state  the  cost  of  repro- 
duction of  carrier  lands  and  the  flnal  values  of  the  entire  prop- 
erties. 

In  Valuation  Docket  No.  4,  Kansas  City  Southern  and  leased 
properties,  the  Commission  found  the  present  costs  of  condemna- 
tion and  damages  or  of  purchase  of  lands,  in  excess  of  the  present 
value  of  such  lands,  to  be  as  follows:  Total  used,  13,467,182;  total 
owned,  $2,735,490.  The  flnal  value  of  the  total  owned  property 
devoted  to  common-carrier  purposes  is  stated  as  $30,017,055  and 
the  flnal  value  of  the  total  property  used,  $43,137,502. 

In  the  previous  report  in  the  Kansas  City  Southern  case,  the 
Commission  stated  the  cost  of  reproduction  new,  plus  present 
value  of  land,  to  be  $51,262,747.  This  figure  covered  the  Kansas 
City  Southern  and  the  leased  properties.  The  capitalization  of 
the  Kansas  City  Southern  was  approximately  $99,000,000  as  of 
June  30,  1914.  Thus  the  final  value  stated  by  the  Commission  of 
the  total  property  used  is  approximately  $7,000,000  less  than 
the  cost  of  reproduction  new,  plus  the  present  value  of  the  land, 
and  less  than  half  of  the  company's  capitalization  as  of  June  30, 
1914. 

The  final  figures  have  not  heretofore  been  stated.  The  Com- 
mission said  they  were  arrived  at  "after  careful  consideration  of 
all  the  facts  submitted  in  this  proceeding,  and  the  cost  valuations 
heretofore  made,  including  the  excess  cost  of  the  carrier  lands, 
appreciation,  depreciation,  going-concern  value,  working  capital 
and  materials  and  supplies,  and  all  other  matters  which  appear  to 
have  a  bearing  upon  the  values  here  reported." 

To  what  extent  the  Commission  considered  the  "excess  cost 
of  carrier  lands"  in  arriving  at  the  total  final  values  is  not 
known.  It  has  been  pointed  out  that  the  ascertainment  of  the 
"excess  cost"  might  not  figure  in  the  final  value  at  all.  If  the 
carriers  conclude,  however,  that  in  their  opinion  the  Commission 
did  not  give  proper  weight  to  the  element  of  excess  cost  of  the 
carrier  lands,  it  is  presumed  litigation  will  ensue  on  that  issue. 

In  Valuation  Docket  No.  1,  Atlanta,  Birmingham  &  Atlantic 
and  leased  properties,  the  "excess  cost"  of  carrier  lands  is  stated 
as  $1,818,730  for  the  total  used,  and  $1,188,330  for  the  total 
owned.  The  final  value  of  the  total  property  owned  is  stated  as 
$21.698,250,  and  total  property  used  $25,630,000.  In  the  original 
report  on  this  property  the  cost  of  reproduction  new,  plus  present 
value  of  land,  was  stated  as  $27,471,817,  and  the  company's  capi- 
talization was  approximately  $54,000,000.  In  this  case,  the  total 
final  value  stated  by  the  Commission  is  less  than  half  of  the 
capitalization. 

In  Valuation  Docket  No.  26,  San  Pedro,  Los  Angeles  &  Salt 
Lake,  the  excess  cost  of  lands  is  stated  as  $2,504,529,  and  the  final 
value  of  the  carrier's  property  as  $45,871,093.  In  the  original  re- 
port on  this  carrier's  property  the  cost  of  reproduction  new,  plus 
present  value  of  land,  was  stated  as  $47,226,043,  and  the  capitali- 
zation was  approximately  $81,000,000.  The  total  final  value  In 
this  case  is  little  more  than  half  of  the  capitalization. 

In  Valuation  Docket  No.  5,  Winston-Salem  Southbound  Rail- 
way Company,  the  excess  cost  of  land  is  stated  as  $468,022,  and 
the  final  value  of  the  total  property,  $5,850,000.  In  the  original 
report  on  this  road  the  cost  of  reproduction  new,  plus  present 
value  of  land,  was  stated  as  $5,939,099,  and  the  capitalization  was 
approximately  $5,125,000. 

In  an  appendix  to  the  reports,  the  Commission  explained  how 
it  arrived  at  the  "excess  cost"  figures  on  land  as  follows: 

"In  meeting  the  requirement  of  paragraph  entitled  Second 
of  Section  19  (a)  of  the  Interstate  Commerce  Act  to  report  the 
present  cost  of  condemnation  and  damages  or  of  purchase  in  ex- 
cess of  present  value  we  attempt  to  show  what  the  expense  to 
a  carrier  would  be  of  acquiring  its  common-carrier  lands  upon  the 
date  of  valuation,  on  the  assumption  that  it  did  not  possess  those 
lands,  but  was  obliged  to  obtain  them  through  purchase  or  con- 
demnation at  the  value  of  similar  lands  in  the  vicinity,  on  that 
date. 

"It  is  evident  that  the  figure  reported  can  be  only  an  estimate, 
since  the  amount  which  would  actually  be  paid  would  depend  to 
a  considerable  extent  upon  circumstances  and  conditions  which 
can  not  be  definitely  described.  If  a  community  is  eager  for  the 
construction  of  a  railroad  the  right  of  way  can  be  obtained  at  a 
much  lower  figure  than  as  though  the  building  of  the  road  is  op- 
posed by  that  community.  So,  too,  the  attitude  of  the  carrier 
iniyht  exercise  a  considerable  influence  upon  the  amount  of  money 

nded  in  the  acquisition  of  its  lands.  It  is  also  apparent  that 
if  the  railroad  did  not  exist,  the  present  value  of  lands  adjoining 


and  adjacent  to  the  railroad  would  not  exist.  The  management  of 
one  railroad  might  deem  It  for  Us  advantage  to  pay  liberally,  thun 
cultivating  the  good  graced  of  the  community,  while  another 
might  deem  it  better  business  to  force  many  cases  Into  court, 
thereby  obtaining  a  better  price  where  purchases  were  made.  In 
our  estimate  no  allowance  whatever  is  made  for  anything  of  this 
character.  We  necessarily  assume  average  conditions  of  all  kinds, 
and  we  further  assume  that  all  lands  are  paid  for. 

"One  method  by  which  this  excess  cost  of  acquisition  might 
be  shown  would  be  to  tako  each  Individual  parcel  and  attempt  to 
estimate  how  much  the  carrier  would  be  compelled  to  pay  the 
land  owner  by  way  of  severance  damages  or  In  addition  to  the 
acreage  value  of  the  land.  This  would  Involve  an  examination  of 
each  parcel  and  a  consideration  of  the  various  elements  affecting 
these  damages.  In  many  cases  testimony  would  be  Introduced. 
It  would  in  effect  be  a  proceeding  in  condemnation  to  determine 
what  the  carrier  should  pay.  Manifestly  this  method  can  not,  as 
a  practical  matter,  be  resorted  to.  It  would  require  years  of  time 
and  millions  of  dollars  in  expenditure  to  bring  the  work  to  a  com- 
pletion in  that  way. 

"So  far  as  possible  our  prices  have  been  determined  with 
reference  to  actual  transactions.  The  unit  prices  which  we  apply 
to  our  inventory  in  showing  cost  of  reproduction  are  developed 
from  a  great  number  of  actual  prices  paid  by  the  carriers  for  the 
same  class  of  work  and  material.  In  fixing  the  present  value  of 
lands  more  attention  is  paid  to  actual  sales  than  to  any  other  one 
factor.  So  it  was  felt  here  that  if  possible  some  method  should 
be  developed  which  would  be  based  upon  actual  transactions. 

"The  severance  damages  paid  by  a  carrier  to  the  land  owner 
in  one  individual  case  would  not  be  a  reliable  guide  as  to  what 
would  be  paid  or  should  be  paid  in  all  other  cases  of  a  similar 
character;  but  the  thing  aimed  at  is  the  same,  in  every  similar 
case  the  rules  of  law  applicable  are  identical  and  while  human  in- 
clination or  human  judgment  may  go  astray  in  individual  in- 
stances, still,  taken  as  a  whole,  what  has  actually  happened  in 
the  payment  of  these  damages  is  the  best  guide  we  can  obtain. 
While  a  single  instance  it  is  not  reliable,  if  it  is  possible  to 
find  a  great  many  instances  and  put  those  instances  together  in 
the  form  of  an  average,  that  average  will  express  the  fact  more 
accurately  than  any  sort  of  an  estimate.  This  is  the  general 
theory  upon  which  this  work  has  been  developed. 

"First  the  lands  of  the  carrier  are  divided  into  classes  known 
as  types.  There  is  one  type  for  city  property  of  a  certain  kind, 
a  second  for  city  property  of  another  kind,  a  third  for  farming 
land,  a  fourth  type  for  wood  land,  etc.,  etc.  The  type  may  depend 
upon  the  shape  of  the  parcel  and  the  manner  in  which  it  is 
crossed  by  the  road  of  the  carrier. 

"Having  determined  these  types  we  proceed  to  find  actual 
cases  corresponding  to  each  type.  These  instances  are  obtained 
for  the  most  part  from  carriers  other  than  the  one  under  con- 
sideration. We  know  with  respect  to  each  one  of  these  actual 
transactions  what  amount  paid  by  the  carrier  to  the  land  owner 
was.  We  ordinarily  know  the  present  value  which  is  the  value 
which  we  ourselves  determine  and  report.  In  some  instances 
where  the  transaction  is  somewhat  remote  and  where  there  is 
reason  to  suppose  that  the  present  value  may  have  varied  between 
the  date  of  the  transaction  and  the  determination  of  our  present 
value,  a  present  value  as  of  the  date  of  transaction  is  ascertained 
by  the  same  methods  as  in  our  ordinary  land  work.  This,  how- 
ever, is  very  unusual  since  our  instances  are  taken  from  trans- 
actions occurring  not  to  exceed  ten  years  from  the  date  of  valua- 
tion. 

"Having  selected  these  transactions  which  fit  a  particular 
type  we  carefully  examine  each  one  of  them  for  the  purpose  of 
determining  whether  it  is  apparently  in  all  respects  normal.  If 
it  appears  to  be  abnormal  it  is  rejected. 

"It  will  be  noted  that  in  case  of  each  transaction  we  know  the 
present  value  and  also  the  amount  actually  paid  by  the  carrier  to 
the  land  owner.  By  subtracting  the  present  value  from  the  total 
amount  paid  the  land  owner  we  find  the  excess  cost  in  each  case 
and  proceed  to  determine  the  ratio  between  such  excess  cost  and 
present  value.  The  result  is  known  as  the  multiple  of  that  indi- 
vidual case.  All  the  multiples  of  a  given  kind  are  now  combined 
into  a  weighted  average  and  this  average  Is  treated  as  the  mul- 
tiple of  that  type.  The  multiple  so  determined  is  compared  with 
multiples  in  other  parts  of  the  country. 

"When  multiples  have  been  determined  for  all  the  types  into 
which  the  land  of  a  given  carrier  falls  the  process  of  determining 
the  excess  cost  consists  of  combining  all  parcels  of  a  certain  type, 
determining  present  value  of  those  parcels  in  the  aggregate  and 
applying  to  that  present  value  the  multiple  determined.  When 
this  has  been  done  as  to  all  the  types  it  affords  the  basis  for  the 
estimate  now  made  of  the  total  amount  of  excess  cost. 

"It  frequently  happens  that  a  carrier  is  credited  in  our  land 
report  with  the  amount  actually  paid  by  it  in  securing  the  right 
to  use  a  public  street  or  some  portion  of  the  public  domain.  No 
multiple  would  be  applied  to  the  sum  so  stated  since  the  carrier 
is  allowed  only  the  amount  actually  expended  and  we  assume 
that  the  price  charged  by  the  municipality  if  this  right  were  to 
be  re-acquired  would  be  the  same  that  it  originally  was. 

"It  is  also  evident  that  there  would  be  certain  expenses  con- 
nected with  the  acquisition  of  these  lands  aside  from  the  amount 
of  money  paid  to  the  land  owner  and  these  are  designated  in  our 
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report  as  incidental  expenses.  They  are  made  up  of  the  fees  and 
expenses  of  attorneys,  right  of  way  agents,  etc.,  etc.,  together  with 
cost  of  recording  deeds,  making  maps  and  such  like.  The  amount 
is  small  in  comparison  with  the  total  cost.  In  determining  the 
incidental  expenses  upon  a  particular  carrier  the  expenses  of  a 
similar  character  upon  that  same  carrier  actually  incurred  when 
the  road  was  constructed  are  examined  if  known.  Similar  ex- 
penses upon  other  roads  are  also  examiried  and  from  all  this  an 
estimate  is  made  of  what  the  expenses  would  be  upon  the  road 
under  consideration.  So  far  it  has  not  been  deemed  proper  to 
compile  a  percentage  for  the  purpose  of  determining  those  ex- 
penses since  they  would  vary  upon  different  carriers  according 
to  the  character  of  the  right  of  way,  the  number  of  parcels  and 
many  other  incidents. 

"If  now  we  combine  the  excess  cost  paid  to  the  land  owner 
as  hereinbefore  stated  and  the  incidental  expenses  incurred  by 
the  carrier  in  the  acquiring  of  its  lands  we  shall  have  the  total 
excess  cost.  This  figure  is  shown  in  our  report  as  the  excess  cost 
of  acquisition.  In  the  column  immediately  following  this  is 
shown  the  per  cent  which  the  excess  cost  of  acquisition  bears  to 
present  value. 

"It  is  evident  that  this  would  show  the  excess  cost  to  the 
carrier  of  acquiring  its  lands,  but  the  carrier  insists  that  the  figure 
shown  by  us  should  contain  something  beyond  this.  It  is  well 
known  that  one  of  the  first  expenses  in  the  actual  construction  of 
a  railroad  is  for  its  right  of  way  lands  and  these  lands  develop 
no  earning  power  and  therefore  yield  no  return  on  the  investment 
until  the  road  is  finished  and  finally  opened  for  operation.  The 
carriers  therefore  insist  that  they  should  be  allowed  interest  on 
their  expenditure  for  lands  from  the  time  it  is  made  until  the 
money  begins  to  earn  from  operation.  However,  this  has  been 
compensated  for  by  basing  the  estimate  on  present  value  of  land, 
rather  than  the  value  as  of  the  time  the  lands  would  be  acquired 
under  the  hypothetical  reproduction  theory.  Further,  while  many 
of  these  lands  would  be  purchased  before  construction  actually 
begins  others  would  not  be,  and  many  parcels  would  not  be  paid 
for  until  construction  had  ended. 

"The  carrier  would  also  pay  certain  taxes  which  would  vary 
from  nothing  at  all  in  some  states  where  lines  under  construction 
are  specifically  exempted  from  taxation  or  where  the  gross  re- 
ceipts from  operation  are  taxed,  to  other  states  where  quite  a 
substantial  sum  might  be  exacted  if  the  period  of  construction 
were  considerable.  The  taxes  assessed,  in  practice,  are  levied 
upon  lands,  and  for  the  same  reasons  that  interest  on  the  cost  of 
acquisition  of  lands  during  the  construction  period  is  not  con- 
sonant with  the  estimate  here  made,  none  is  made  for  taxes  dur- 
ing the  construction  period  in  this  connection." 


LOADING  OF  REVENUE  FREIGHT 

The  Traffic  World   Wishington  Bureau 

A  further  drop  in  revenue  freight  loading  took  place  the  week 
ending  March  26,  the  total  number  of  cars  loaded  being  687,852, 
as  compared  with  696,707  the  preceding  week,  according  to  the 
weekly  report  of  the  car  service  division  of  the  American  Rail- 
way Association.  This  was  the  lowest  number  of  cars  loaded 
since  the  week  ending  February  26,  when  the  total  was  658,222. 

In  the  corresponding  weeks  of  March  26,  in  1920  and  1919, 
the  loadings  were  900,386  and  713,275,  respectively.  The  total 
for  1920  shows  that  freight  loading  had  reached  a  high  mark. 

In  the  week  ending  March  26  there  were  decreases  in  the 
loading  of  all  commodities,  with  the  exception  of  merchandise, 
L.  C.  L.,  as  compared  with  the  corresponding  week  of  1920. 

Loading  by  districts  for  the  week  ending  March  26  and  the 
corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  5,162  and  5,705; 
live  stock,  2,550  and  3,182;  coal,  35,264  and  56,824;  coke,  757 
and  4,475;  forest  products,  5,945  and  7,502;  ore,  704  and  4,244; 
merchandise,  L.  C.  L...  52,900  and  38,969;  miscellaneous,  61001 
and  106,464;  total,  1921,  164,283;  1920,  227,365;  1919,  165,879. 

Allegheny  district:  Grain  and  grain  products,  2,421  and 
2,433;  live  stock,  2,847  and  3,276;  coal,  37,868  and  58,175;  coke, 
2,746  and  6,016;  forest  products,  2,555  and  3,931;  ore,  1,447  and 
4,900;  merchandise,  L.  C.  L.,  40,735  and  46,210;  miscellaneous 
48,150  and  75,344;  total,  1921,  138,769;  1920,  200,285;  1919,  147,679. 

Pocahontas  district:  Grain  and  grain  products,  155  and  144; 
live  stock,  67  and  71;  coal,  13,554  and  22,721;  coke,  42  and  806; 
forest  products,  1,530  and  1,921;  ore,  18  and  269;  merchandise, 
L.  C.  L.,  2,975  and  158;  miscellaneous,  5,421  and  9,833;  total  1921 
23,762;  1920,  35,923;  1919,  31,662. 

Southern  district:  Grain  and  grain  products,  2,922  and  3- 
324;  live  stock,  1,889  and  2,149;  coal,  16.893  and  24,738;  coke, 
55^  and  343;  forest  products,  14,050  and  17,333;  ore,  681  and  2  756- 
merchandise,  L.  C.  L.,  39,814  and  26,132;  miscellaneous,  39984 
and  56,376;  total,  1921,  116,785;  1920,  133,151;  1919,  116,928. 

Northwestern  district:    Grain  and  grain  products    9432  and 

1,884;    live  stock,  6,401   and   8,171;    coal,   3,850  and   9370-    coke 

763  and  1,285;   forest  products,  15,554  and  22,195;  ore'  1  094  and 

;    merchandise,  L.  C.   L.,  27,836  and   22,739;    miscellaneous 

27,463  and  42,192;  total,  1921,  92,393;  1920,  117,695;  1919    103209' 

Central  Western  district:     Grain   and  grain   products    8680 

and  8,196;   live  stock,  8,896  and  11,195;   coal,  11,652  and  21990' 

ke,  145  and  529;    forest  products,   3,517  and   6,331-    ore    2068 


and  2,984;  merchandise,  L.  C.  L.,  30,068  and  24,068;  miscellaneous, 
30,872  and  45,496;  total,  1921,  95,916;  1920,  120,789;  1919,  91,280. 

Southeastern  district:  Grain  and  grain  products,  4,188  and 
4.309;  live  stock,  1,689  and  2,299;  coal,  3,108  and  7,156;  coke,  174 
and  161;  forest  products,  6,365  and  8,215;  ore,  468  and  668;  mer- 
chandise, L.  C.  L.,  16,682  and  16,481;  miscellaneous,  23,270  and 
25,889;  total,  1921.  55,944;  1920,  65,178;  1919,  56,638. 

Total,  all  roads:  Grain  and  grain  products,  32,960  and  33,- 
995;  live  stock,  24,339  and  30,343;  coal,  122,189  and  200,974;  coke, 
5,179  and  13,615;  forest  products,  49,516  and  67,428;  ore,  6,480 
and  17,680;  merchandise,  L.  C.  L.,  211,028  and  174,757;  miscel- 
laneous, 236,161  and  361,594;  total,  1921,  687,852;  1920,  900,386; 
1919,  713,275. 

L.  C.  L.  merchandise  loading  figures  for  1921  and  1920  are 
not  comparable  as  some  roads  are  not  able  to  separate  their 
L.  C.  L.  freight  and  miscellaneous  of  1920.  Add  merchandise 
and  miscellaneous  figures  to  get  a  fair  comparison. 


COMMISSION  DECISIONS 

The  Traffic  World   Washington  Bureau 

In  a  report  on  further  hearing  on  No.  10514,  South  Bend 
Chamber  of  Commerce  against  the  B.  &  O.,  the  Commission  has 
reaffirmed  its  findings  as  to  South  Bend,  Mishawaka,  Elkhart, 
Goshen,  Napanee  and  Michigan  City,  but  has  removed  Holland 
from  the  ninety-four  to  the  ninety-two  per  cent  group  and  put 
Watervliet  into  it,  effective  on  or  before  July  16. 

It  has  also  amended  its  fourth  section  order  No.  7149  so  as 
to  allow  indirect  lines  to  meet  short  line  competition  under  con- 
ditions laid  down  in  the  fourth  section  as  amended  by  trans- 
portation act. 

In  a  report  on  I.  and  S.  1239,  salt  from  Utah  to  San  Fran- 
cisco, the  Commission  specifically  recognized  the  right  of  the 
Western  Pacific  to  reduce  rates  on  salt  from  Burmester,  Sal- 
duro  and  Reno  to  San  Francisco  and  intermediate  points  to  the 
level  of  prior  to  August  26,  which  will  not  be  wholly  compen- 
satory, as  a  method  of  obtaining  needed  revenue.  The  Western 
Pacific  said  that  after  August  26  no  salt  moved  from  Utah  points 
except  in  fulfillment  of  sales  made  prior  thereto,  the  result  be- 
ing a  loss  of  revenue  to  it.  The  Commission  said  it  was  shown 
that  unless  the  Western  Pacific  were  permitted  to  reduce  rates 
it  would  be  deprived  of  needed  revenue.  The  schedules  pro- 
posing lower  rates  were  suspended  on  the  protest  of  salt  pro- 
ducers around  San  Francisco  Bay,  who  contended  that  rates 
which  permitted  Utah  to  ship  salt  into  San  Francisco  must 
necessarily  be  unduly  preferential  of  Utah  shippers. 


CAR  SURPLUS  AND  SHORTAGE 

The  Traffic   World   Washington  Bureau 

The  average  daily  surplus  of  cars  reached  495,904  in  the 
period  March  23  to  31,  inclusive,  a  new  record  in  the  history  of 
the  roads.  The  surplus  of  all  coal  cars  totaled  255,055.  The 
average  daily  shortage  was  123  cars. 


BREAK  ALL  TRAFFIC  RECORDS 

The  Traffic   World   Washington  Bureau 

"Comparison  of  statistics,  which  have  just  become  available, 
as  to  freight  traffic  from  March  1,  1920,  when  federal  control 
ended,  to  January  1,  1921,  shows  that  the  railroads  of  the  coun- 
try not  only  broke  all  records  in  the  amount  of  freight  handled. 
compared  with  the  corresponding  months  in  previous  years,  but 
also  operated  with  greater  efficiency  than  ever  before,"  says  the 
Association  of  Railway  Executives  in  a  statement  on  "Efficiency 
Record  of  the  Railroads." 

"The  total  net  ton  miles  for  the  ten  months'  period  was  381,- 
482,253,000.  This  was  an  increase  of  12%  per  cent  over  the  total 
for  the  corresponding  period  in  1919;  54/100  of  one  per  cent  over 
the  same  months  in  1918,  which  had  marked  the  peak  up  to  ;he 
past  year,  and  6.23  per  cent  over  the  ten  months'  period  in  1917. 

"The  loaded  freight  car  miles  during  the  ten  months  in  1920 
totaled  12,926,548,000.  During  the  corresponding  period  in  1918 
the  loaded  freight  car  miles  totaled  12,992,949,000,  or  66,401,000 
car  miles  more  thin  in  1920.  This  would  indicate  that  the  busi- 
ness was  handled  with  greater  efficiency  in  1920  than  in  1918,  be- 
cause a  larger  tonnage  was  transported  with  a  smaller  number 
of  car  miles. 

"The  average  load  per  loaded  car  during  the  1920  period  was 
tons,  the  highest  on  record  and  3/10  tons  greater  than  in 
1918.  It  was  also  two  tons  more  than  in  1919.  Freight  cars 
were  moved  in  1920  an  average  distance  daily  of  25%  miles  com- 
pared with  25  4/5  miles  in  1918  and  22  7/10  miles  in  1919. 

"Efficiency  ratios  for  the  ten  months'  period  follow: 


Net    ton-miles    (thoxi.).  .  359,091,787 
Loaded    freight  car  miles 

Freight  -cars-on-line-  daii^  1;!'2°4'"8 

Serviceable     ...........  1,946,621 

1  "serviceable     .......  117,643 

Total     .....  .  .........  L',  Mill,  264 

Car  miles   per  day  ......  23.6 

Tons    per   car    ..........  27.2 


379,432,'lSG 


338,932',112 


38M82, 
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N.  Y.  C.  PURCHASE  OF  SWITCHING  LINES 

Hearing  on  Finance  Docket  No.  1165,  application  of  the  New 

k  Central  to  purchase  certain  switching  and  terminal  prop- 
erty and  leases  within  the  Chicago  switching  district,  began 
before  Director  W.  H.  Colston,  of  the  department  of  finance  of 
Interstate  Commerce  Commission,  and  Attorney-Examiner 
R.  W.  Clarke,  in  Chicago,  April  5.  The  application  of  the  New 
\  ot  k  Cintral  Is  divided  into  three  separate  requests:  (a)  The 
purchase  by  the  New  York  Central  Railroad  Company  of  all 
i  he  capital  stock  of  the  Chicago  River  &  Indiana  Railroad  Com- 
pany; (b)  the  leasing  by  the  Chicago  Junction  Railway  Company 
for  a  term  of  99  years  and  thereafter  at  the  election  of  the  lessee 
In  perpetuity  of  all  Its  properties  (owned  and  leased)  to  the 
Chicago  River  &  Indiana  Railroad  Company;  (c)  the  granting 
to  the  New  York  Central  Railroad  Company  of  an  option  to 
purchase  all  of  the  capital  stock  of  the  Chicago  Junction  Railway 
Company  or  all  of  the  properties  to  be  leased  by  it  to  the  Chi- 
cago River  &  Indiana  Railroad  Company.  The  application  Is 
made  on  the  ground  of  public  convenience  and  necessity,  pur- 
suant to  paragraphs  18  to  22  of  section  1  and  paragraph  2  of 
section  5  of  the  interstate  commerce  act. 

The  public  convenience  and  necessity  phase  of  the  applica- 
tion was  dwelt  on  heavily  by  General  Counsel  Robert  J.  Cary,  of 
the  New  York  Central,  in  his  opening  statement.  "Any  oppo- 
sition to  this  proposition  by  other  roads  within  the  district  will 
be  caused  solely  by  the  fact  that  these  lines  will  experience 
new  competition  through  the  better  opportunities  which  will  be 
,  afforded  these  switching  lines  to  handle  freight  by  this  consoli- 
dation," he  said.  "We  maintain,  however,  that  the  factor  of 
new  competition  should  not  in  any  way  be  injected  into  these 
proceedings.  The  question  is  not  whether  there  will  be  com- 
petition, but  whether  the  public  will  be  benefited  by  this  consoli- 
dation and,  if  such  is  the  case,  authority  from  the  Commission 
granting  our  application  should  be  forthcoming  regardless  of 
whether  the  other  roads  will  be  inconvenienced,  which  we  do 
not  admit  will  be  the  fact." 

Mr.  Cary  said  it  was  the  intention  of  the  N.  Y.  C.  to  retain 
the  Chicago  Junction  as  a  separate,  centralized  transportation 
entity.  He  described  the  advantages  that  would  come  to  the 
users  of  these  lines  because  it  would  be  possible  to  remove 
classification  operations  from  the  crowded  industrial  district  and 
perform  them  in  the  yards  and  on  the  lines  of  the  Indiana 
Harbor  Belt,  an  "outer  belt  line"  owned  by  the  N.  Y.  C.  He 
said  that  some  of  the  lines  of  the  Indiana  Harbor  Belt  were 
operated  only  to  25  per  cent  of  capacity  and  would,  therefore, 
be  able  to  handle  this  increase  in  traffic. 

Mileage  figures  introduced  by  A.  A.  Schmidt,  valuation  engi- 
neer of  the  Chicago  Junction,  showed  that  the  Chicago  Junction 
operated  248  miles  of  main  line,  switching  and  industrial  track- 
,  age,  and  the  Chicago  River  &  Indiana,  22.69  miles.  His  valua- 
tions, based  on  the  methods  prescribed  by  the  Commission,  gave 
the  1920  cost  of  rebuilding  new,  less  depreciation,  of  the  Chicago 
Junction  is  $18,111,620  and  of  the  C.  R.  &  I.  as  $1,784,801.  The 
price  to  be  paid  for  the  capital  stock  of  the  C.  R.  &  I.  is  $750,000. 

An  intervening  petition  was  filed  by  Luther  M.  Walter  for 
the  B.  &  O.  and  seven  other  trunk  lines  operating  into  Chicago. 
They  allege  that  the  acquisition  of  these  switching  lines  by  the 
N.  Y.  C.  would  discriminate  against  them  because  of  the  natural 
tendency  of  the  owning  agent  to  divert  traffic  to  its  own  trunk 
lines.  The  intervening  roads  offer  to  become  parties  to  the 
purchase  in  any  proportions  and  at  such  prices  as  the  Commis- 
sion may  decide. 

Other  petitions  were  filed  by  Irving  Herriot  and  Ernest  S. 
Balard  in  behalf  of  a  number  of  shippers  in  the  territory  served 
by  the  Chicago  Junction.  The  first  mentioned  petition  opposes 
the  transfer,  while  the  latter  takes  no  position  other  than  to  ask 
that  the  Commission  protect  the  shipping  privileges  and  facilities 
of  the  shippers  by  appropriate  conditions  in  the  certificate. 

Testifying  on  April  6,  A.  H.  Smith,  president  of  the  New 
York  Central,  emphatically  denied  that  it  was  the  intention  of  his 
road  to  monopolize  the  terminal  facilities  of  the  Chicago  Junc- 
tion and  the  Chicago  River  &  Indiana  roads,  which  it  is  seeking 
permission  to  buy.  He  said  the  only  reason  the  N.  Y.  C.  was 
anxious  to  acquire  the  property  was  that  it  would  eventually  be 
"dried  up"  if  it  could  not  obtain  new  and  larger  terminal  facili- 
ties in  the  city  of  Chicago. 

As  proof  of  these  assertions,  which  were  questioned  by  Luther 
M.  Walter,  attorney  for  other  trunk  line  railroads,  Mr.  Smith  pro- 
duced a  copy  of  a  document  which  he  said  had  been  prepared  and 
'  submitted  to  the  shippers  in  the  territory  affected,  at  their  re- 
'  quest.  This  document  contained  promises,  first,  to  retain  the 
'  separate  identity  of  the  Chicago  Junction  and  the  C.  R.  &  I.  roads 
with  centralized  authority  in  Chicago;  second,  to  continue  to 
permit  the  uninterrupted  flow  of  traffic  to  and  from  all  roads 
without  discrimination  as  to  routing;  and,  third,  to  continue  the 
operating  and  traffic  relationship  now  existing  between  the  Chi- 
cago Junction  and  the  C.  R.  &  I.  and  other  carriers  operating 
in  Chicago.  This  document,  Mr.  Smith  said,  was  submitted  to 
'  the  shippers  in  the  form  of  a  petition  and  was  later  forwarded 
to  the  Commission  signed  by  98  per  cent  of  those  concerned. 
;  Mr.  Walter  wanted  Mr.  Smith  to  agree  to  provisions  in  the  cer- 


tificate of  public  necessity  which  would  make  It  Impossible  to 
change  the  switching  rates  on  these  lines,  train  schedules,  and 
locations  of  points  of  Interchange  without  the  consent  of  the 
carriers  affected.  Mr.  Smith  replied  that  he  was  willing  to  sub- 
mit to  any  rules  laid  down  by  the  Commission  or  anything  like 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
ind  THE  TRAFFIC  WORLD  In  the  logical  medium  for  getting  th« 
men  and  the  poult lon«  In  touch  with  each  other.  The  rate*  for 
classified  advertisements  an  as  follows:  First  Insertion,  fl.80  pel 
line:  minimum  charge,  $3.00;  succeeding  Insertions,  per  line,  50c;  H 
words  to  the  line;  numbers  and  abbreviations  counted  as  words; 
I  point  type;  payable  In  advance.  Answers  to  keyed  advertisements 
forwarded  free  and  all  correspondence  held  In  strict  confidence.  Th« 
TRAFFIC  WORLD.  418  South  Market  Street,  Chicago.  III. 

POSITION  WANTED— Traffic  Manager,  claim  expert  with  wide 
experience,  railroad,  steamship  and  commercial  house;  can  show  suc- 
cessful record  and  furnish  first-class  reference.  Age  28.  Address 
J.  R..  Traffic  World.  Chicago. 

POSITION  WANTED— As  Traffic  Manager  or  Assistant,  six  years1 
cypress  service;  certified  by  the  American  Commerce  Association. 
I'nderstand  rates,  claims,  demurrage,  tracing,  routing  and  office  rou- 
tine. Address  E.  S.  H..  care  Traffic  World,  Chicago. 

POSITION  WANTED — Man  with  ten  years'  broad  railroad  experi- 
ence and  two  years'  technical  training:  very  excellent  references: 
thorough  knowledge  of  all  traffic  details:  desires  to  connect  with 
sound  industrial  concern.  Address  L,.  O.  S.  351,  Traffic  World,  Chi- 
cago. 

POSITION  WANTED — Traffic  Executive,  experienced,  railroad 
and  industrial,  now  located  New  York,  desires  change.  No  objection 
to  locating  elsewhere.  Address  M.  E.  S.  153.  Traffic  World,  Chicago. 

POSITION  WANTED— Traffic  Manager  or  Assistant,  technically 
trained,  fourteen  years'  practical  experience,  railroad,  express,  ma- 
chinery. Iron  and  steel,  automobile,  building  construction,  thoroughly 
familiar  all  phases  traffic  work.  Age  thirty,  best  references.  Now  lo- 
cated Indianapolis:  will  go  anywhere:  Immediately  available.  Address 
O.  W.  N.  355.  Traffic  World.  Chicago. 

WANTED — Energetic  young  man  with  close  application  to  duties 
and  devoid  of  frivolous  habits,  to  take  charge  of  and  handle  details 
In  General  Freight  and  Passenger  Office.  Must  be  capable  of  revising 
local  and  Interline  waybills,  have  experience  in  routing  freight  and 
handling  interline  freight  claims,  be  strictly  temperate  and  honest, 
amenable  to  discipline  and  content  to  live  in  small,  inexpensive  town, 
having  three  Protestant  church  socieitles  and  excellent  school  facilities, 
favorable  climate  and  healthy.  Excellent  opportunity  for  right  party. 
Apply  by  letter  only,  in  own  hand  writing,  stating  age.  whether  mar- 
ried or  single,  with  or  without  children,  outlining  past  experience, 
and  give  ample  references  in  first  letter,  stating  salary  expected. 
Fernwood.  Columbia  &  Gulf  Railroad  Co..  Fernwood,  Miss. 

WANTED — Man  with  traffic  experience,  railroad  or  industrial,  by 
manufacturing  concern.  State  experience,  age,  nationality,  references, 
and  salary  wanted.  Address  Y.  L.  O.  349,  Traffic  World.  Chicago,  111. 

POSITION  WANTED — Traffic  Manager,  eleven  years'  railroad, 
three  years'  Industrial  experience.  Complete  knowledge  of  claims, 
rates,  demurrage,  tariffs  and  general  traffic  work.  Diploma  Inter- 
national Correspondence  Schools,  Scranton.  Married.  Age  35;  excel- 
lent credentials.  Address  "Tires,"  Traffic  World.  Chicago. 

POSITION  WANTED— Traffic  Manager,  with  fifteen  years'  rail- 
road, industrial.  Board  of  Trade  and  Association  of  Commerce  traffic 
experience,  desires  change.  Reference,  present  employers  and  big 
traffic  men  of  country.  If  Interested  in  securing  services  of  man  to 
handle  rate  problems  and  cases  before  the  Commissions  address  R.  O. 
W..  Traffic  World,  Chicago. 

POSITION  WANTED — Traffic  Manager,  thoroughly  equipped,  con- 
scientious, well  versed  all  phases  of  traffic  work,  technically  trained. 
Address  O.  I*  R.  345,  Traffic  World.  Chicago. 

POSITION  WANTED— Traffic  executive  holding  Important  rail- 
way position  qualified  as  examiner  Interstate  Commerce  Commission 
seeks  wider  field.  Address  R.  E.  E.  301,  care  Traffic  World.  Chi- 
cago. 111. 

FOR  SALE — Several  thousand  first-class  6x8 — 8  ft.  oak  railroad 
cross  ties.  Can  also  furnish  oak  switch  ties  to  order.  L*.  E.  Pearson. 
Kdwardsburg,  Mich. 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT   IN   WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 
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a  concerted  move  on  the  part  of  the  shippers,  but  that  he  did 
not  believe  the  N.  Y.  C.  should  be  expected  to  submit  to  being 
ruled  on  its  own  lines  by  outside  carriers. 

Ernest  S.  Ballard,  appearing  in  behalf  of  a  number  of  ship- 
pers, enumerated  the  conditions  on  which  his  clients  would  be 
willing  to  agree  to  a  transfer  of  the  property.  These  included, 
in  addition  to  those  contained  in  the  petition,  the  continued  use 
of  the  present  names  of  the  roads;  the  maintenance  of  the  same 
switching  charges  and  absorptions  on  these  lines  as  apply  con- 
temporaneously in  the  balance  of  the  switching  district;  the 
continuance  in  force  on  these  lines  of  the  national  code  of  de- 
murrage rules,  and  the  continuance  of  various  convenient  prac- 
tices of  billing  on  other  connecting  lines  through  local  agents 
of  the  Chicago  Junction  and  the  C.  R.  &  I.  Mr.  Smith  agreed 
to  all  these  conditions 

The  valuation  of  the  land  on  which  the  roads  are  built  was 
testified  to  by  W.  V.  Young,  vice-president  of  the  American  Ap- 
praisal Company,  as  being  $19,530,000  for  the  Chicago  Junction 
and  $1,695,000  for  the  C.  R.  &  I.  Walter  Mills,  another  valua- 
tion expert,  placed  the  valuation  of  the  Chicago  Junction  land 
some  $4,000,000  higher  than  Mr.  Young's  estimate  and  the  C.  R. 
&  I.  value  about  $130,000  lower. 

Mr.  Smith  said  the  asked  price  for  the  property  was,  in  the 
first  instance,  $40,000,000,  which  was  subsequently  reduced  to 
$33,000,000,  of  which  the  $2,000,000  annual  rental  under  the 
proposed  option  represents  interest  of  6  per  cent.  He  admitted, 
when  asked  by  Mr.  Walter,  that  he  knew,  prior  to  the  $33,000,000 
offer,  that  the  book  value  of  the  property  was  less  than  $6,000,- 
000,  but  said  it  would  cost  many  times  that  to  reproduce,  if 
reproduction  were  possible.  He  expressed  satisfaction  with  the 
bargain  made  and  said  that  the  N.  Y.  C.  expected  to  be  able  to 
pay  the  $2,000,000  annually  out  of  the  earnings  of  the  properties. 
Irving  Herriot,  attorney  for  a  number  of  shippers  with  in- 
dustrial plants  lying  along  the  right-of-way  of  the  Chicago  Junc- 
tion and  the  Chicago  River  &  Indiana  roads,  made  the  charge, 
April  7,  that  the  signatures  of  98  per  cent  of  the  shippers,  as  al- 
leged by  A.  H.  Smith,  president  of  the  N.  Y.  C.,  on  the  previous 
day,  had  in  many  instances  been  obtained  through  misrepresenta- 
tions on  the  part  of  representatives  of  the  N.  Y.  C.  and  the  Chi- 
cago Junction. 

"Employes  and  minor  officials  of  these  lines,"  he  said,  "took 
this  petition  to  shippers  in  the  district  with  the  volunteered  in- 
formation that  the  Chicago  Junction  was  about  to  go  into  the 
hands  of  a  receiver  and  that  service  could  not  be  maintained 
at  the  present  standards  unless  the  property  was  taken  over  by 
the  N.  Y.  C.  We  stand  ready  to  produce  as  witnesses  a  number 
of  shippers  who  signed  the  petition  because  of  these  statements 
and  who  now  desire  to  withdraw  their  signatures." 

In  an  effort  to  prove  that  the  road  was  far  from  improvi- 
dent and  that,  on  the  contrary,  it  would  prove  an  extraordinarily 
profitable  investment  for  the  N.  Y.  C.,  Mr.  Walter,  attorney  for 
opposing  carriers,  learned  in  cross-examining  L.  B.  Porter,  assist- 
ant comptroller  of  the  N.  Y.  C.,  that  the  net  income  of  the  road, 
figured  on  an  average  for  five  years,  was  $432,228,  or  86  per 
cent  of  the  C.  R.  &  I.  capital  investment  of  $500,000.  He  pointed 
out  that  this  would  be  a  return  of  57  per  cent  on  $750,000,  which 
is  the  price  that  the  N.  Y.  C.  proposes  to  pay  for  the.  capital 
stock.  On  the  other  hand,  he  alleged  that  the  proposed  annual 
rental  of  $2,000,000  would  be  a  good  return  on  the  $5,500,000 
capital  investment  of  the  Chicago  Junction. 

W.  J.  O'Brien,  general  manager  of  the  Chicago  Junction, 
testified  that,  in  his  opinion,  it  would  be  practically  impossible 
for  the  N.  Y.  C.  to  discriminate  against  any  carrier  in  service. 
The  right-of-way  would  quickly  become  congested,  he  said,  if 
any  attempt  were  made  to  separate  the  cars  routed  over  the 
N.  Y.  C.  in  order  to  move  them  more  quickly  than  the  other  cars. 
He  said  that,  in  his  opinion,  the  shippers  on  the  two  lines  would 
have  nothing  to  lose  by  the  change  in  the  control  of  the  property 
so  long  as  the  N.  Y.  C.  continued,  as  it  has  promised  to,  the 
present  methods  of  operation  and  the  present  arrangements  and 
agreements  between  the  Chicago  Junction  and  the  C.  R.  &  I. 
on  one  hand  and  the  trunk  lines  on  the  other. 


similar  reduction  could  not  be  made  in  the  intrastate  rate  without 
an  order  from  the  Commission.  The  amendment  to  the  New 
York  order,  which  will  be  the  same  in  all  others,  the  only  differ- 
ence being  the  date  on  which  the  order  became  effective,  is  as 
follows : 

It  is  further  Ordered,  That  nothing  in  this  9rder  shall  be  con- 
strued as  requiring  any  common  carrier  to  establish,  put  in  force  or 
maintain  any  rate,  fare  or  charge  for  the  transportation  of  passen- 
gers or  property  in  intrastate  commerce  which  is  greater  than  its 
corresponding  rate,  fare  or  charge  applicable  to  the  transportation  of 
passengers  or  property  in  interstate  commerce  from,  to  or  at  the 
same  points  in  effect  on  said  13th  day  of  November,  1920,  or  greater 
than  its  corresponding  rate,  fare  or  charge  contemporaneously  in 
effect  and  applicable  to  the  transportation  of  passengers  or  property 
in  Interstate  commerce. 

TEXAS  LIVE  STOCK  RATES 

The  Traffic  World  Washington  Bureau 

Live  stock  rates  in  Texas  may  be  reduced  as  the  result  of  a 
move  by  cattlemen  and  congressmen.  With  that  end  in  view 
they  consulted  members  of  the  Commission,  who  indicated  that 
there  could  be  no  objection  in  view  of  what  it  had  previously 
done  with  rates  from  Texas  to  Northern  ranges.  The  carriers, 
however,  have  not  signified  their  willingness.  The  Orient  road 
has  refused  to  join  in  a  reduction  of  rates  to  Northern  ranges 
and,  inasmuch  as  it  is  a  big  factor  in  intrastate  rates,  the 
Texans  may  have  trouble  in  carrying  out  their  plans. 

MONTANA   RATES  AND  FARES 

A  brief  hearing  was  held  in  Washington  before  Examiner 
Mattingly,  April  4,  on  the  petition  of  the  Butte,  Anaconda  & 
Pacific  Railway  Company,  for  modification  of  the  Commission's 
order  in  No.  11860,  Montana  rates,  fares  and  charges,  so  that 
it  may  apply  on  its  traffic  the  percentage  increases  authorized 
in  that  order.  This  road  was  not  named  in  the  order.  Formerly 
it  was  a  steam  railroad,  but  it  has  electrified  part  of  its  line. 
The  main  line  of  the  road  extends  from  Butte  to  Georgetown, 
Mont.  Warren  Nichols,  attorney  for  the  company,  was  the  only 
witness  to  appear  in  support  of  the  petition. 


STATE  RATE  ORDERS  AMENDED 

The  Traffic  World   Washington  Bureau 

Each  of  the  nineteen  orders  pertaining  to  state-made  rates, 
fares  and  charges  issued  prior  to  March  29  is  to  be  amended  so 
as  to  show  that  it  is  not  to  be  construed  as  requiring  the  estab- 
lishment or  maintenance  of  higher  intrastate  rates,  fares  or 
charges  than  the  rates,  fares  or  charges  imposed  on  interstate 
traffic.  A  similar  addition  will  be  made  to  the  orders  issued  after 
March  29  requiring  the  carriers  to  remove  discriminations  against 
interstate  commerce,  caused  by  the  orders  of  state  commissions 
or  state  laws,  or  forced  by  reason  of  such  orders  or  statutes.  An 
amendment  to  the  order  in  No.  11774,  the  South  Carolina  case, 
was  issued  to  the  public  April  1  and  amendments  pertaining  to 
New  York  and  Iowa  cases  were  put  out  the  following  day. 

These  amendments  were  made  necessary  by  the  fact  that 
some  railroads  were  construing  the  orders  of  the  Commission 
to  mean  that,  even  if,  in  their  judgment,  the  interstate  rate, 
fare  or  charge  should  be  reduced,  the  orders  were  such  that  a 


TEXAS  EXPRESS  RATES 

The  Traffic  World  Washington  Bureau 

In  arguments,  April  6,  on  No.  11990,  Texas  Express  Rates, 
the  Texas  commission  and  John  E.  Benton,  representing  the 
National  Association  of  Railway  and  Public  Utility  Commission- 
ers, contended  that  express  companies  are  not  within  the  rule 
laid  down  by  Congress  when  it  added  section  15  (a)  to  the  in- 
terstate commerce  law.  Mr.  Benton  laid  down  the  proposition 
that  this  was  a  case  in  which  only  the  principles  of  the  Shreve- 
port  case  could  be  applied,  under  which  the  reasonableness  of 
the  rates  was  not  within  the  province  of  things  to  be  considered 
by  the  federal  body. 

The  contrary  view,  that  the  express  company  is  entitled  to 
the  benefit  of  paragraph  4  of  section  13,  the  one  making  dis- 
criminations against  interstate  commerce  unlawful,  and  of  15 
(a),  was  put  forth  by  J.  H.  Moores,  for  the  American  Railway 
Express  Company. 

The  Texas  side  of  the  case  was  presented,  In  addition  to 
the  presentation  made  by  Mr.  Benton,  by  Tom  L.  Beauchamp, 
assistant  attorney  general,  and  C.  E.  Gilmore,  the  junior  mem- 
ber of  the  Texas  commission.  Their  main  contention  was  that 
15  (a)  does  not  apply  to  common  carriers  by  express.  They 
also  contended  that  any  increase  in  the  express  rates  would 
ruin  the  fruit  and  vegetable  interests  and  cause  even  wider 
spread  distress  than  was  seen  there  last  fall,  when  crops  rotted 
in  the  fields.  Commissioner  Hall  asked  what  facts  about  costs 
of  production  they  had  to  show  that  the  rotting  of  crops  in  the 
field  was  due  to  the  freight  or  express  rates.  Mr.  Beauchamp 
said  he  had  no  facts  in  mind  but  that  Mr.  Gilmore  was  familiar 
with  the  facts.  Mr.  Gilmore  said  the  Texas  commission  had 
not  made  and  could  not  make  an  investigation  that  would  prove 
that  the  express  and  freight  rates  had  done  that,  but  the  Texas 
commission  did  know  that  there  had  been  a  larger  percentage 
increase  in  Texas  than  in  any  of  the  other  states  except  two, 
and  that  Texas  shippers  felt  that  the  additions  to  transporta- 
tion charges  were  what  had  caused  their  distress.  Mr.  Gilmore 
said  that  he  had  no  facts  other  than  the  unsworn  statements 
made  by  vegetable  growers,  at  a  conference  on  March  28,  to  the 
effect  that  they  could  not  now  ship  on  the  rates  in  effect  and 
make  any  profit  on  the  prices  they  could  obtain  in  the  markets 
to  which  they  have  hitherto  been  shipping.  Mr.  Beauchamp 
said  it  was  said  among  the  vegetable  growers  in  Texas  that  if 
they  sold  cabbage  at  $5  a  ton,  that  cabbage  would  have  to  be 
sold  in  Chicago  for  $143  a  ton  to  enable  them  to  pay  the  mid- 
dlemen and  the  railroads. 

Chairman  Clark  remarked  that  the 'freight  rate  on  a  ton  of 
cabbage  would  be  $16.  Mr.  Beauchamp  did  not  undertake  to 
argue  the  point. 

The  case  was  brought  by  the  express  company  on  the  theory 
that  Texas  was  bound  to  allow  the  same  percentages  of  increase 
on  state  rates  as  the  Commission  might  make  on  interstate 
rates.  The  Texas  body  did  not  grant  the  last  increase  of  13.5 
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per  cent,  given  by  the  federal  body  to  cover  the  cost  of  the  last 
wage  award  the  Railroad  I^abor  Board  gave  the  employes  of 
thf  express  company.  The  express  company,  at  the  hearing, 
shown]  thin  I  he  failure  of  the  Texas  body  would  cause  the  ex- 
press company  to  obtain  $895,242  less  than  would  accrue  to  it 
if  the  increase  had  been  allowed.  It  showed  that  in  1919  it  lost 
$93,000  on  Texas  business.  It  also  showed  that  in  twenty-two 
months  it  lost  $64,000,000. 

The  Texans  politely  hooted  at  the  idea  of  a  company  capi- 
talized at  $34,000,000  losing  $64,000,000  in  twenty-two  months. 
They  called  attention  to  the  fact  that  none  of  the  stock  of  the 
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express  company  is  obtainable  on  the  market  and  suggested 
that  if  the  company  had  lost  any  such  sum  there  would  not  be 
a  stockholder  in  the  country  who  would  not  be  clamoring  for 
a  purchaser.  They  claimed  that  the  record  was  bare  of  any 
showing  of  actual  loss.  They  also  pointed  to  the  fact  that  in 
1919  the  company  lost,  according  to  its  own  showing,  8  per 
cent  of  its  gross  revenue  on  business  throughout  the  country 
while  its  loss  in  Texas,  on  business  moving  on  Texas  rates, 
was  only  1.1  per  cent.  They  suggested  that  the  facts  showed 
that  if  there  was  any  obligation,  imposed  by  Congress,  for  the 
Commission  to  consider  the  financial  needs  of  the  express  com- 
pany, the  Commission  should  come  to  the  conclusion  that  Texas 
had  contributed  more  to  the  relief  of  the  express  company  than 
the  rest  of  the  country,  and  that  instead  of  eliminating  the  Texas 
rates,  the  federal  body  would  do  better  by  the  company  by  ex- 
tending the  Texas  rates  to  cover  the  entire  country. 

Mr.  Benton  said  he  hoped  the  Commission  would  not  accept 
the  invitation  held  out  by  the  record  to  reach  out  for  a  power 
that  Congress  had  not  given  it,  to  consider  anything  other  than 
whether  the  Texas  rates  constituted  a  discrimination  within 
the  meaning  of  the  law  as  it  stood  before  the  passage  of  the 
transportation  act. 

Commissioner  Hall  asked  him  if  he  thought  the  Commission 
had  ever  reached  out  for  power  not  given  it  by  Congress.  Mr. 
Benton  explained  that  he  had  not  intended  to  convey  that  mean- 
ing, but  merely  that  the  record  in  this  case  was  an  invitation 
to  construe  the  law  so  as  to  give  it  the  power  to  do  for  express 
companies  what  it  conceived  Congress  had  told  it  to  do  for  the 
railroad  companies. 


WASTE  IN  POSTING  OF  TARIFFS 

B.  S.  Atkinson,  traffic  manager  of  the  Louisiana  &  Arkansas 
Railway  Company,  under  date  of  March  24  wrote  to  G.  M.  Cros- 
land,  chief  of  the  tariff  section  of  the  Interstate  Commerce  Com- 
mission, as  follows: 

"A  great  deal  of  money  is  being  needlessly  wasted  by  the 
posting  at  stations  of  all  tariffs  applying  therefrom,  regardless  of 
whether  or  not  there  is  a  movement  of  traffic  from  all  stations 
from  which  the  tariff  carries  rates. 

"As  a  practical  matter  the  tariffs  we  are  now  posting  at  our 
originating  stations  might  be  reduced  by  one-half  or  more  with- 
out impending  in  any  degree  the  movement  of  traffic  or  impair- 
ing the  ability  of  the  public  to  secure  prompt  information  with 
respect  to  rates. 

"To  illustrate:  Agent  Countiss'  westbound  tariffs  being  ap- 
plicable from  all  points  in  the  states  of  Arkansas  and  Louisiana 
must  be  posted  at  all  of  our  stations,  notwithstanding  there  is 
no  movement  except  from  three  or  four  points.  The  same  thing 
is  true  as  to  numerous  other  tariffs,  and  the  situation  on  our 
line  in  that  respect  is,  of  course,  general  throughout  the  United 
States.  While  in  the  last  analysis  the  public  must  foot  the  bill 
for  this  apparently  useless  expenditure  of  money,  the  question  is, 
does  the  public  get  the  worth  of  its  money.  I  respectfully  sub- 
mit it  does  not. 

"It  is  a  well  known  fact  that  the  public  seldom  makes  use  of 
the  public  tariff  flies  at  railroad  stations,  one  reason  being  that 
as  a  general  proposition  it  requires,  as  you  know,  a  rate  expert 
to  get  a  rate  from  a  tariff,  and  shippers  whose  business  is  suffi- 
cient to  warrant  them  in  employing  a  rate  expert,  maintain  a  file 
of  their  own  containing  such  tariffs  as  they  have  occasion  to  use 
in  the  conduct  of  their  business;  others  depend  upon  the  Traffic 
Departments  of  their  Chamber  of  Commerce  or  Traffic  Bureaus; 
still  others  in  smaller  towns  or  communities  having  no  such  or- 
ganization, must,  and  do  of  necessity,  rely  upon  the  local  em- 
ployes of  the  railroads  for  their  rate  information,  for  the  simple 
reason  that  rate  and  tariff  knowledge  cannot  be  legislated  into 
the  heads  of  the  people  any  more  than  could  architectural,  legal, 
medical  or  any  other  kind  of  professional  knowledge. 

"I  appreciate  the  purpose  of  the  Congress  in  passing  the  law 
requiring  the  posting  of  tariffs  for  public  inspection  and  of  the 
Commission  in  enforcing  it.  Conditions  have,  however,  changed 
materially  since  this  provision  was  written  into  the  Interstate 
Commerce  Act,  and  I  believe  you  will  agree  with  my  view  that 
there  is  now  nothing  like  the  same  need  for  this  provision  as 
existed  at  the  time  the  law  was  passed.  Then  rates  could  be  re- 
duced upon  three  days'  notice  and  so  called  midnight  tariffs  were 
frequently  issued  givjng  some  shipper  an  advantage  about  which 
his  competitors  knew  nothing.  Rates  were  also  advanced  upon 
ten  days'  notice  with  previous  consultation  with  shippers.  To 
overcome  this  condition  the  carriers  were  required  to  post  their 
tariffs  at  the  stations  affected.  Now  the  law  requires  thirty  days' 
notice  of  either  a  reduction  or  an  advance  and  "midnight"  tariffs 
are  a  thing  of  the  past. 

"Still,  so  long  as  the  law  requires  the  posting  of  tariffs  at 
agency  stations,  I  appreciate  that  although  clothed  with  power  to 
modify  its  provisions  in  that  respect,  the  Commission  doubtless 
does  not  desire  to  make  modifications  to  an  extent  which  would 
nullify  the  law.  The  modification  which  has  already  been  made 
with  respect  to  the  posting  of  tariffs  at  points  of  destination  has 
been  of  material  assistance  to  the  carriers,  and  I  doubt  if  a 
single  complaint  has  ever  arisen  therefrom.  I  think  I  understand 


the  position  of  the  Commission  with  respect  to  the  posting  of 
tariffs  at  points  of  origin  and  I  appreciate  the  fact  that  the  Com- 
mission could  not  be  expected  to  give  the  carriers  carte  blanche 
to  use  their  own  judgment  as  to  where  tariffs  should  be  posted; 
nor  would  it  be  practicable,  on  account  of  the  undue  amount  of 
work  which  would  be  involved,  for  the  Commission  to  permit 
the  carriers  to  make  individual  applications  petitioning  the  Com- 
mission to  waive  the  posting  requirements  as  to  certain  tariffs  at 
certain  originating  stations,  account  of  no  movement  or  very  in- 
frequent movement. 

"It  occurs  to  me,  however,  that  this  useless  expenditure  of 
money  might  be  avoided  and  the  requirements  of  the  law  met  to 
the  satisfaction  of  the  Commission  and  all  concerned  by  the  use 
of  a  rule  in  the  tariff  indices  of  the  carriers  of  similar  import 
to  Rule  77  of  Tariff  Circular  18-A.  In  other  words  have  the 
tariff  indices  show,  as  they  do  at  present,  where  the  tariffs  are 
on  file;  and  in  addition  there  to  contain  a  list  of  tariffs  applying 
from  certain  stations  which  are  not  on  file  at  such  stations  and 
in  connection  therewith  a  statement  to  the  effect  that  the  agent 
will  give  preferred  attention  to  any  request  made  upon  him  for 
information  respecting  rates  in  tariffs  not  on  file  at  his  station, 
and  when  requested  to  do  so  in  writing,  will  produce  within  three 
days,  a  copy  of  such  tariff  for  inspection;  and  that  upon  demand 
the  resissue  of  any  such  tariff  will  be  posted  at  any  station  from 
which  the  tariff  names  a  rate. 

"This,  it  seems  to  me,  would  give  the  public  as  good  protec- 
tion now  that  rates  can  only  be  changed  on  thirty  days'  notice, 
except  by  special  permission  of  the  Commission,  as  the  posting 
of  the  tariffs  theoretically  afforded  when  rates  could  be  reduced 
on  three  days'  notice  or  advanced  on  ten  days'  notice.  • 

Rule  77  seems  to  have  worked  out  very  satisfactorily  to  all 
concerned  in  connection  with  the  Fourth  Section  of  the  Act.  Do 
you  not  think  a  rule  such  as  I  have  suggested  embodying  the 
same  principle  would  work  out  satisfactorily  in  connection  with 
the  Sixth  Section,  and  at  the  same  time  save  a  considerable  sum 
of  money  which  is  being  spent  to  meet  the  technicalities  of  the 
law  and  without  accomplishing  any  practical  good. 

"If  you  think  well  of  my  suggestion,  will  you  not  kindly  sub- 
mit it  to  the  Commission  and  advise  me  what  action,  if  any,  is 
taken  thereon." 

Under  date  of  April  1,  Mr.  Atkinson  wrote  again  as  follows: 
'  "Referring  to  my  letter  of  March  24  in  regard  to  posting  of 
tariffs  for  public  inspection  at  agency  stations: 

"I  failed  to  mention  a  very  important  change  in  conditions, 
which  it  seems  to  me  is  a  strong  argument  in  favor  of  modifica- 
tion of  the  existing  requirements  with  respect  to  the  posting  of 
tariffs  for  public  inspection;  and  that  is,  that  practically  all  pro- 
posed rate  changes  are  now  made  public  before  the  changes  are 
decided  upon. 

"The  Southwestern  Tariff  Bureau,  which  covers  the  territory 
in  which  this  road  is  situated,  issues  bulletins  from  time  to  time 
showing  the  subjects  which  have  been  docketed  proposing 
changes  in  rates,  either  reductions  or  advances.  These  bulletins 
are  furnished  to  shippers,  and  I  understand  are  published  in  The 
Traffic  World.*  My  understanding  is  that  other  freight  bureaus 
pursue  a  similar  course  with  respect  to  proposed  rate  changes 
in  their  respective  territories.  In  southwestern  territory,  not 
only  are  the  docket  bulletins  distributed,  but  when  requested, 
subjects  are  set  down  for  public  hearing  by  the  Rate  Committee 
of  the  Southwestern  Tariff  Bureau,  and  bulletins  are  issued  from 
time  to  time  giving  notice  of  dates  of  such  hearings  and  the  sub- 
jects to  be  discussed. 

"The  purpose  of  the  requirement  in  the  original  Interstate 
Commerce  Act  with  respect  to  the  posting  of  tariffs  for  public 
inspection  having  been  to  give  publicity  to  rate  changes  so  as 
to  counteract  as  far  as  possible  the  evils  arising  from  the  pub- 
lication of  midnight  tariffs  designed  to  favor  some  particular 
shipper;  also  the  effect  of  unexpected  bona  fide  changes  in  rates 
which,  as  pointed  out  in  my  letter  of  March  24th,  could  be  made 
upon  three  days'  notice  for  reductions,  or  ten  days'  notice  for 
advances,  it  seems  to  me  that  under  the  vastly  changed  condi- 
tions now  prevailing  throughout  the  country  with  respect  to 
rate  changes,  the  Commission  might  with  propriety,  further 
modify  the  requirements  of  the  law  with  respect  to  the  posting 
of  tariffs  for  public  inspection;  and  I  trust  upon  consideration 
of  the  matter  they  will  decide  to  do  so  in  the  interest  of  econ- 
omy. It  is,  of  course,  impossible  to  estimate  the  amount  of 
money  that  would  be  saved,  but  it  would  be  considerable." 

•Dockets  of  the  rate  committees  are  published  in  the  Daily  Traffic 
World  and  in  the  Weekly  Traffic  Bulletin. 


PURCHASE    OF   C.   &    E.   I. 

The  Chicago  and  Eastern  Illinois  Railroad,  which  has  been 
in  the  hands  of  a  receiver  since  May,  1913,  was  sold  April  5  at 
Danville,  111.,  to  New  York  financial  interests  for  $13,285,000  by 
Herbert  Lindahl,  master  of  the  federal  court.  The  only  pro- 
perty of  the  railroad  not  included  in  the  transaction  is  a 
branch  line  extending  from  Momence,  111.,  to  Brazil,  Ind.  George 
M.  Murray  and  Joseph  P.  Cotter,  attorneys  representing  the 
purchasers,  announced  that  the  executives  of  the  road  would 
be  retained  and  steps  taken  immediately  toward  reorganization. 
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AMERICAN  NATIONAL  ECONOMICS  SERIES 

Srries  No.  1 

SOME   PHASES   OF   THE   TRANSPORTATION 
PROBLBM 

By    Francis    B.    James 

65  pages,  table  of  citations  and  index.  Second  Edition  (second  5.000). 
I'.  PIT  cover.  26  cents:  Cloth  cover.  60  cents. 

"Timely  and  full  of  meat."  Rogcoe  Pound.  Dean  of  Harvard  haw 
School. 

"It  discusses  the  question  from  a  new  viewpoint  of  American  Na- 
tionalism"— Publisher's  Preface. 


Series  No.  2 

STRIKING  PASSAGES  FROM  INAUGURAL  ADDRESS 
OF  PRESIDENT  HARDING,  MARCH   4,  1921 

With    short    introduction    by    Francis    B.    James.     11    panes    and    index. 
Paper  cover,   10  cents. 

Series  No.  3 

COMMON   SENSE  VS.   PROHIBITION    IN    RAILROAD 
RATES,  1921 

By    Edgar   Gengenbach,    General    Sales    Manager,    Anheuser- 
Busch   Co.,  with  introduction  by  Francis   B.  James. 
28    pages    with    table    of    citations,    index    and    frontispiece    "This    is 
the  House  That   Davies  Built."    Paper  cover,  25   cents ;   Cloth  cover,  50 
cents. 


Series  No.  4 
CLARK  ON  INTERSTATE  COMMERCE 

With  introduction  by  Francis  B.  James 

238   pages  of  text;   79  pages  of  introduction  and  index.     Cloth  cover, 
$3.    Discusses  among  other  things   the   "weak  roads"   problem. 


Series  No.  5 
GREAT  OPINIONS  ON  AMERICAN  NATIONALISM 

With  introduction  by  Francis   B.  James 

This  will  come  from  the  press  about  October  1,   1921,  and  price  will 
be  announced  later. 

Remittances  of   less   than   $1   may   be   made  in  postage  stamps   to 

JOHN  BYRNE  &  CO., 

714  Fourteenth  St.,  N.  W., 

Washington,  D.  C. 


Be  a  Certified 
Traffic  Manager 

Learn  By  This 
New  Quick  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Get  Into  this  new  big  pay  field  now  1  The  traffic  director  of  a  Detroit 
concern  earns  $19,500  a  year — a  Cleveland  traffic  man  receives  $24,000. 
Of  course  every  man  cannot  equal  these  brilliant  successes,  but  number- 
less traffic  positions  pay  from  $2,600  to  $10,000  a  year.  The  work  U 
fascinating  and  intensely  interesting  and  the  rewards  are  big.  Thou- 
sands of  men  are  needed  now.  Why  don't  you  qualify  for  one  of  these 
biff  pay  jobs  ? 

Learn  in  Spare  Time 

You  can  quickly  master  the  secrets  of  traffic  management  through 
our  simple  method  of  spare  time  study.  The  American  Commerce  Asso- 
ciation star?  of  experts  can  qualify  yon  for  a  good  traffic  job  in  an 
amazingly  short  time.  You  don't  need  to  take  a  moment's  time  from 
your  present  work — and  after  you  have  qualified  we  assist  you  to  secure 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  send  you  this  free  illustrated  book  on  traffic  management  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundred.*  of  «uc- 
cesaful  members  and  what  they  say  of  the  A.  C.  A.  Learn  how  we  can 
help  you  to  a  lasting  success  and  a  position  of  prestige  and  importance. 
Don't  delay  I  Send  us  a  postal  today  I  Address 

AMERICAN  COMMERCE  ASSOCIATION 


Dept.  24-B 


4043  Drexel  Blvd.,  Chicago,  111. 


J 
\ 


V.  C.  Ben  singer  Code  Co. 

Room  329,  15  Whitehall  St.,  New  York  City 

Phone:  Bowling  Green  6989.  Cablet:  Multipaph,  N.  Y. 


The  Largest  General  Code  Book  Dealers 
in  U.  S.  A. 


Offer  this  month  only:  Celebrated  World  Codes 


$15.00  BENTLEY  COMPLETE  PHRASE  CODE 

Regular  Edition $8.60 

Travelers'  Edition $7.50 

Those  who  know  "Bentley"  best  ate  it  most,  like  it  best,  and 
yet  there  are  thousands  who  never  perused  this  code,  else 
they  would  use  it.  We'll  send  it  on  approval  without  ad- 
vance payment.  Then  you'll  see  why  it's  so  popular  and 
money  saving.  Text  identical,  whatever  pricesiasked  else* 
where. 


$12.00  A.  B.  C.  CODE,  5th  EDITION 
With  Condensed  Words  Included 

Postage  40c  per  copy  to  destination. 


$7.50 


OTHER  CODES  AT  ATTRACTIVE}  PRICES 


WRITE    TO-DAY 


TSeCONTINENTALW 
COMMERCIAL 

BANKS 


CHICAGO 


La  Salle,  Adams,  Quincy  and 
Wells  Streets 

Invested  Capital  More  Than  Fifty-five  Millions 


'  I  'HE  Traffic  Department 
of  these  Banks  is  espe- 
cially equipped  to  assist  manufacturers, 
merchants  and  shippers  in  preparing 
documents,  routing  shipments,  and 
in  other  problems  incident  to  foreign 
and  domestic  commerce. 

You  are  minted  to  make  full  use 
of  our  Traffic  Department 


W.  A.  DUNNETT 


Traffic  Advisor 
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TRANSPORTATION  OF  EXPLOSIVES,  ETC. 

The  Traffic  World  Washington  Bureau 

By  a  supplemental  order  in  No.  3666,  the  Commission,  April 
6,  promulgated  an  amendment  to  the  specifications  for  the  con- 
struction of  double-faced  strawboard  cases,  used  in  the  transpor- 
tation of  explosives  and  other  dangerous  articles,  so  that  para- 
graph 31  of  specification  No.  24,  effective  September  1,  1918,  will 
read,  effective  May  25,  1921,  as  follows: 

The  head  of  all  double-faced  corrugated  strawboard  cases  con- 
taining a  total  of  not  more  than  eight  quarts  must  be  formed  with 
four  flaps,  each  pair  of  flaps  butting  at  approximately  the  center 
line  of  the  head;  provided,  that  cases  containing  a  total  of  more  than 
four  quarts,  but  not  more  than  eight  quarts,  are  strengthened  by  an 
inner  pad  of  double-faced  corrugated  strawboard  arranged  and  con- 
structed to  closely  fit  the  top  and  the  bottom  of  the  case,  this  pad 
having  a  resistance  of  not  less  than  175  pounds  to  the  square  inch, 
Mullen  test,  or  this  pad  may  be  omitted  if  a  case  containing  a  total 
of  more  than  four  quarts  but  not  more  than  six  quarts  is  formed  with 
two  inner  flaps  butting  at  the  center  line  of  the  head  and  two  outer 
flaps  each  covering  the  entire  head,  or  this  pad  may  be  omitted  if  a 
case  containing  more  than  six  quarts  but  not  more  than  eight  quarts 
is  formed  with  both  inner  and  outer  flaps  covering  the  entire  area  of 
the  head;  provided,  that  cases  containing  a  total  of  more  than  four 
quarts,  but  not  more  than  eight  quarts  may  consist  of  two  complete 
double-faced  corrugated  strawboard  cases,  one  fitted  closely  inside  the 
other,  the  inner  case  made  of  double-faced  corrugated  strawboard 
having  a  resistance  of  not  less  than  175  pounds  to  the  square  inch, 
Mullen  test,  and  the  outer  case  made  of  double-faced  corrugated 
strawboard  having  a  resistance  of  not  less  than  200  pounds  to  the 
square  inch,  Mullen  test,  fully  complying  with  these  requirements  and 
specifications,  and  with  the  heads  of  each  case  formed  with  four  flaps, 
each  pair  of  flaps  butting  at  the  center  line  of  the  head. 

COMPENSATION  FOR  H.  &  B.  V. 

The  Traffic  World  Washington  Bureau 

In  a  report  to  the  President,  a  board  of  referees  composed 
of  John  J.  Hickey,  James  Quarles  and  George  M.  Curtis,  has 
recommended  that  he  offer  the  Houston  &  Brazos  Valley  and 
George  C.  Morris,  its  receiver,  compensation  at  the  rate  of 
$65,368.05  per  annum,  subject  to  the  observance  of  certain  rules 
for  the  upkeep  of  the  property  during  federal  control,  and  for 
its  return  thereafter,  specified  in  sections  5  and  9  of  the  standard 
form  of  contract.  Except  while  the  railroad  was  in  the  hands 
of  the  government  it  has  been  in  the  hands  of  receivers  since 
October  27,  1915. 

The  railroad  company  and  its  receiver  contended  that  $143,- 
655  per  annum  would  be  proper  compensation,  while  the  Rail- 
road Administration  contended  that  the  compensation  should 
not  exceed  $31,416,  the  average  annual  net  railway  operating 
income  during  the  test  period,  as  certified  by  the  Interstate 
Commerce  Commission.  The  railroad  company  based  its  claim 
to  $143,665  per  annum  on  the  fact  that  in  the  year  ended  Decem- 
ber 31,  1917,  it  made  that  much,  and  that  that  large  earning  was 
due  to  the  fact  that  by  that  time  it  had  become  a  fairly  well 
developed  property. 

The  M.  K.  &  T.  owns  half  the  stock  of  the  road  and  the 
Freeport  Texas  Company  the  other  half.  Its  chief  traffic  is 
sulphur  from  Bryanmound,  Tex.,  the  demand  for  which  was  large 
during  the  war.  In  each  of  the  fifteen  months  after  the  signing 
of  the  armistice,  the  Director-General  operated  the  road  at  a 
deficit.  The  referees,  therefore,  declined  to  use  the  profitable 
year  1917  as  a  yardstick.  They  also  declined  to  hold  the  unde- 
veloped road  down  to  the  small  average  return  during  its 
period  of  development,  but  split  the  difference. 


The  Southern  Ohio  Coal  Exchange  has  been  permitted  to 
intervene  in  No.  12235,  Michigan  Manufacturers'  Assn.  et  al.  vs. 
C.  &  O.  et  al. 


MINOR    COMMISSION    ORDERS 

The  order  in  No.  10902,  E.  H.  Edwards  vs.  A.  T.  &  S.  P. 
et  al.,  has  been  modified  to  become  effective  June  10  instead 
of  May  10. 

The  Commission  has  reopened  No.  11105,  United  Chemical 
Products  Co.  vs.  Indiana  Harbor  R.  R.  et  al.,  for  reconsideration 
upon  the  record  as  made. 

L.  B.  Adcock  et  al.  have  been  permitted  to  intervene  in  No. 
12281,  Texas  Live  Stock  Shippers'  Protective  League  et  al.  vs. 
Fort  Worth  Belt  Ry.  et  al. 

The  Illinois  Coal  Traffic  Bureau  has  been  permitted  to  in- 
tervene in  No.  12399,  Vigo  Mining  Co.  et  al.  vs.  P.  C.  C.  &  St. 
L.  et  al. 

The  Philadelphia  Quartz  Company  has  been  permitted  to  in- 
tervene in  No.  11468.  Silica  Sand  Producers'  Traffic  Association 
vs.  Pennsylvania  et  al. 

The  Illinois  Coal  Traffic  Bureau  has  been  permitted  to  inter- 
vene in  No.  12291,  Sharon  Coal  Co.  et  al.  vs.  C.  &  A.  et  al;  No. 
12276,  William  L.  Carney  vs.  Director-General,  and  No.  12280, 
Central  Illinois  Light  Co.  vs.  C.  &  A.  et  al. 

The  Sioux  City  Live  Stock  Exchange  has  been  permitted  to 
intervene  in  No.  12268,  Board  of  Railroad  Commissioners  of 
South  Dakota  vs.  C.  &  N.  W.  et  al. 

The  Illinois  Coal  Traffic  Bureau  has  been  permitted  to  inter- 
vene in  No.  12289,  C.  N.  Dietz  Lumber  Co.  et  al.  vs.  Colorado  & 
Southern  et  al. 

The  Philadelphia  Quartz  Co.  has  been  permitted  to  intervene 
in  No.  12469,  the  Silica  Sand  Producers'  Traffic  Association  vs. 
Missouri  Pacific  et  al. 

The  Welch  Grape  Juice  Co.  has  been  permitted  to  intervene 
in  No.  12400,  Armour  &  Co.  vs.  A.  G.  S.  et  al. 


FREIGHT  SHIPMENT  CURTAILED 

The  Traffic  World  Washington  Bureau 

The  War  Department  has  issued  orders  curtailing  the  ship- 
ment of  freight  in  connection  with  the  operation  of  the  depart- 
ment because  of  a  shortage  of  funds.  The  instructions  issued  by 
the  department  provide  that  the  shipment  of  all  stores  and  sup- 
plies in  connection  with  the  establishment  of  the  sections  of  the 
several  supply  branches  of  general  intermediate  or  general  re- 
serve depots  or  establishment  of  branch  reserve  and  branch  inter- 
mediate depots  will  be  discontinued  until  June  30,  1921,  except  in 
so  far  as  such  shipments  may  be  absolutely  necessary  to  supply 
the  troops.  The  orders  also  apply  to  express  shipments.  The 
orders  do  not  apply  to  operations  necessary  for  the  transfer  of 
personnel  under  orders,  supply  of  troops,  operation  of  government 
manufacturing  plants  and  construction  work." 


COMMISSION  CLOSES   INCIDENT 

The  Commission  has  closed  the  incident  which  arose 
January  17  in  the  agrument  on  No.  11579,  Pusey  &  Jones  vs.  Di- 
rector General,  as  agent  (see  Traffic  World,  Jan.  22,  p.  184),  in 
which  John  C.  Brooks,  representing  the  Director-General,  was 
requested  to  explain  in  writing  how  it  came  that  the  Railroad 
Administration  had  quoted,  in  the  brief  in  that  case,  from  the 
instructions  given  by  the  Commission  as  to  phases  that  should 
be  developed  in  various  cases  in  which  there  was  a  demand  for 
reparation. 

John  F.  Finerty,  assistant  chief  counsel  for  the  Railroad 
Administration,  in  a  letter  to  the  Commission,  said  the  brief  was 
written  by  Adams  Dodson,  an  attorney  in  the  Pennsylvania  office 
in  Philadelphia,  and  not  by  any  of  the  men  in  his  office  who  had 
formerly  been  employes  of  the  Commission.  He  said  that  Mr. 
Dodson  had  said  he  did  not  know  where  he  had  obtained  the 
instructions,  nor  that  they  were  supposed  to  be  confidential. 
He  might  have  gathered  them  up  from  the  counsel  table  at  the 
hearing  but  did  not  really  know.  He  said  he  had  quoted  them 
because  they  seemed  pertinent. 


ACQUISITION    OF   D.  &   R.   G. 

The  Denver  &  Rio  Grande  Western  Railroad  Company,  John 
F.  Bowie,  John  B.  Marsh  and  Ralph  M.  Arkush,  and  the  Western 
Pacific  Railroad  Corporation  have  filed  an  application  with  the 
Commission  for  approval  of  the  acquisition  of  the  property  of 
the  Denver  &  Rio  Grande  Railroad  Company  and  for  authority 
on  the  part  of  the  Denver  &  Rio  Grande  Western  to  issue  300,- 
000  shares  without  nominal  or  par  value  of  its  common  capital 
stock.  The  property  of  the  D.  &  R.  G.  was  bid  in  by  the  ap- 
plicants at  a  receiver's  sale.  The  stock  issue  proposed,  it  is 
stated,  will  replace  the  judgment  indebtedness  of  the  D.  &  R.  G., 
the  amount  due  thereon  being  in  excess  of  $31,700,000,  and 
$87,775,670  par  value  of  stock  of  the  D.  &  R.  G.,  of  which  $49,- 
775,670  is  preferred  stock.  The  application  reviews  in  detail 
the  steps  leading  up  to  the  reorganization  of  the  D.  &  R.  G. 


W.   &    L.    E.   BONDS 

The  Wheeling  &  Lake  Erie  has  been  authorized  to  issue 
$1,351,000  worth  of  its  refunding  5  per  cent  bonds,  series  B. 
maturing  September  1,  1966,  and  to  pledge  $100,000  worth  of 
them  to  the  Guardian  Savings  and  Trust  Company  of  Cleveland 
as  additional  security  for  an  existing  obligation.  The  remainder 
of  the  issue  of  refunding  bonds  is  to  be  pledged  with  the  Rail- 
road Administration  as  security  for  a  note  given  by  the  railroad 
company,  during  the  period  of  federal  control,  to  cover  expendi- 
tures made  by  the  government  which  were  charged  to  the  rail- 
road. The  expenditures  by  the  Railroad  Administration  were 
for  additions  and  betterments. 

Authority  has  been  granted  by  the  Commission  to  the  Wheel- 
ing &  Lake  Erie  to  issue  $884,000  of  6  per  cent  refunding  mort- 
gage bonds,  maturing  September  1,  1966,  for  pledging  with  the 
Secretary  of  the  Treasury  as  partial  security  for  a  government 
loan  of  $1,460,000,  which  has  been  authorized  by  the  Commission. 


BERGEN   CO.  R.   R.  CO.  BONDS 

The  Commission  has  authorized  the  Bergen  County  Railroad 
Company  to  extend  the  maturity  date  of  $200,000  of  its  first  mort- 
gage bonds  from  April  1,  1921,  to  April  1,  1931,  and  to  increase 
the  rate  of  interest  from  5  to  7  per  cent.  The  company  stated 
that  it  was  unable  to  pay  the  bonds  on  April  1.  It  arranged  with 
J.  P.  Morgan  &  Co.  to  obtain  the  assent  of  the  bondholders  af- 
fected to  the  extension  of  the  maturity  date  and  the  holders  of 
approximately  $150,000  of  the  bonds  gave  their  assent.  The 
remainder  of  the  bonds  will  be  acquired  by  the  banking  company 
and  sold  at  par,  as  extended.  For  the  service  performed  by  J.  P. 
Morgan  &  Co.,  a  fee  equal  to  one  and  one-half  per  cent  of  tlie 
total  amount  of  the  bonds  will  be  paid. 
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EXPRESS  FREIGHT 

and    De    Luxe    Passenger    Service 
S.  S.  BUCKEYE  STATE 

Sailing  From  Baltimore,  Md.  May  7th,  1921 

S.  S.  HAWKEYE  STATE 

Sailing  From  Baltimore,  Md.  June  1st,  1921 

DIRECT  SERVICE  TO 

Port  of  Los  Angeles,  San  Francisco  and  Hawaiian  Islands 
Kate*  and  Space  on  Application 

MATSON  NAVIGATION  COMPANY 

Managing  Agent*:  United  State*  Shipping  Board 
Baltimore,  Md.,  San  Francisco,  Honolulu. 

26  South  Gay  St.  120  Market  St.  Castle  A  Cooke,  Ltd. 


NOSA  LINE 

Monthly  Sailings  to  Principal  Ports 

West  Coast  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Service 
LEEWARD  AND  WINDWARD  ISLANDS— VENEZUELA- 
COLOMBIA— CURACAO 

Three  Week  Sailings 

CUBAN  SOUTH-SIDE—HAITI—DOMINICAN  REPUBLIC 
A-100  STEEL  STEAMERS 

Particulars  Furnished  Promptly  on  Request 

New  Orleans  &  South  American  S.S.  Co.,  Inc. 

604-12  Queen  &  Crescent  Bldg.,   New  Orleans,  La. 

New  York  Office,  10  Hanover  Square  Chicago  O.Ikes,  646  Marquette  Building 

Cable  Address.  "ORLEANSH1P" 


CUNARD 

ANCHOR    .. 

ANCHOR-DONALDSON 


Regular  Services 


NEW  YORK 
BALTIMORE 
MONTREAL 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 

ANTWERP 

HAMBURG 

MEDITERRANEAN 


and 


BOSTON 
PHILADELPHIA 
PORTLAND,  ME. 

LIVERPOOL 

SOUTHAMPTON 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 

LEVANT 


General  Offices :  21-24  State  St.,  N.  Y.  City 

Chicago  Office: 
Cunard  Bldg.,  1 4O  N.  Dearborn  Street 


Atlanta.    55    N.    Fsrsyths 
St. 

Baltimore.    117   E.  Balti- 
more  St. 

Borton.    126  Stats   St. 

Cleveland.     Hotel     Cleve- 
land   Bldg. 

Detrslt.     36     WuhllgtM 
Blvd. 

MlnneapolU.      Third      M. 
and    Second    Ave.,    So. 

Montreal.  20  Hospital  St. 

New  Orleans.   206  St 
Charles  St. 


Philadelphia,    IMt   Wai' 
pmsburgk,  712  ••Itktslel 

St.    Loula,    1131  Olive  M. 

San    Frssslsoo,  Ml    Mar- 
ket  St. 

Seattle,  821   Seems"  Ave. 

Vancouver,    622    HaetlMS 
St  W. 

Waihlngto*.    D.    C..    »I7 
14th  St   N.  W. 

Winnipeg.  270  Mala  M. 
Or  Leeal   Ageata 


North  China  Line 

(Columbia  Pacific  Shipping  Company) 
OF 

PORTLAND,  OREGON 

Regular  direct  service  between  Pacific  Coast 

and    Tsingtao,   Tientsin    (Taku    Bar), 

Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama,  Kobe  and  Shanghai 

Sailing!  Every  Twenty-one  Day*  From 

PORTLAND,  OREGON 
(ALL  AMERICAN  fl.g  A-l  Steel  Steamers) 

SS  "WEST  KEATS"  April  85 

SS  "WEST  NIVARIA"          May  16 
SS  "BEARPORT"  June  6 

Transhipment  at  Shanghai  to  American  River  steamers  for 
Hankow,  Pukow,  Nanking  and  other  open  Yangtsekiang 
River  ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 
Sudden  &  Christenson 

General  Eastern  Agent* 

44  Whitehall  St.,  New  York  City 
or 

Columbia  Pacific  Shipping  Company 

General  Offices 

Board  of  Trade  Building,  Portland,  Oregon 


Pacific — Caribbean — 
Gulf  Line 

(Swayne  and  Hoyt,  Inc.,  Owners) 

Steel  Steamers 
DIRECT    SERVICE 

BETWEEN 

New  Orleans.  San  Francisco, 

Los  Angeles  Harbor.  Portland, 

Tacoma  and  Seattle 

Via  Panama  Canal 

New  Orleans — Puerto  Colombia  and  Cartagena,  Col.,  S.  A. 

ALSO 

Canal  Zone  and  Panama,  West  Coast  Ports  of  Central 
America  and  Mexico,  and  Transhipment  Service  via  Cris- 
tobal, C.  Z.,  to  West  Coast  Ports  of  South  America  as 
Cargo  Offers. 

S.S.  ALVARADO,  Sailing  from  New  Orle.ru  list  half  of  April 

S.S.  ELDORADO,  Sailing  from  New  Orleans  middle  of  May 

S.S.  IRIS,  Sailing  from  New  Orleans  middle  of  June 

Ralei  eenleo',  beekinfi  and  ether  tnlsrmstiea  lornubed  »pen  applicatien 

THE  STEELE  STEAMSHIP  LINE,  Incorporated 

630  Common  St,  New  Orleans,  La. 

OFFICES  ALSO  AT 

2102  Strand  SO  Broad  Street       430  Saiuonw  Street 

Calf  eilon,  Texai       Texas'  Gtj         New  York  City       San  Francisco,  Calif. 
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C.  M.  &  ST.  P.  PURCHASE  OF  C.  T.  H.  &  S.  E. 

The  Traffic  World  Washington  Bureau 

The  Chicago,  Terre  Haute  and  Southeastern  Railway  Com- 
pany and  the  Chicago,  Milwaukee  and  St.  Paul  Railway  Company 
have  filed  an  application  with  the  Commission  for  approval  of  the 
acquisition  of  the  property  of  the  former  company  by  the  C.  M.  & 
St.  P.,  under  a  lease  providing  among  other  things  for  the  pur- 
chase by  the  St.  Paul  of  the  outstanding  shares  of  the  capital 
stock  of  the  Southeastern  at  $10  cash  per  share.  A  certificate  of 
public  convenience  and  necessity  authorizing  the  St.  Paul  to 
operate  the  property  is  asked.  The  Southeastern  also  asks  au- 
thority to  issue  and  deliver  to  the  St.  Paul  $2,090,000  of  its  first 
and  refunding  mortgage  gold  bonds.  The  St.  Paul  asks  also  that  it 
be  authorized  to  assume  the  payment  of  the  principal  and  in- 
terest of  approximately  $18,000,000  of  bonded  and  other  indebted- 
ness of  the  Southeastern. 

The  main  line  of  the  Southeastern  extends  from  Chicago 
Heights,  111.,  to  Westport,  Ind.,  a  total  distance  of  approximately 
298  miles.  The  total  single  track  mileage  operated  is  374.18 
miles. 

The  issue  of  $2,090,000  of  bonds  by  the  Southeastern  is  asked 
to  enable  that  company  to  reimburse  the  St.  Paul  for  the  pay- 
ment of  bonded  indebtedness. 

The  applicants  aver  in  the  petition  that  the  Southeastern's 
property  can  be  operated  more  advantageously  and  economically 
to  the  public  interest  when  united  with  a  system  of  a  large  car- 
rier such  as  the  St.  Paul.  The  principal  traffic  of  the  Southwest- 
ern consists  of  bituminous  coal  produced  by  mines  served  by  its 
rails  and  the  applicants  state  that  the  St.  Paul  originates  sub- 
stantially no  coal  traffic  but  has  located  upon  its  rails  many 
cities  and  towns  which  are  large  consumers  of  soft  coal,  and 
that  the  traffic  therein  can  and  will  be  developed  by  the  St.  Paul. 
It  is  also  pointed  out  that  the  St.  Paul  will  obtain  a  convenient 
and  advantageous  supply  of  fuel  for  its  own  use,  and  effect  sav- 
ings thereby. 

RENSSALAER  AND  SARATOGA  BONDS 

The  Delaware  &  Hudson  Company  has  applied  to  the  Com- 
mission for  authority  to  assume  the  obligation  to  guarantee  and 
to  pay  the  interest  on  $2,000,000  of  first  mortgage  6  per  cent  20- 
year  gold  bonds  proposed  to  be  issued  by  the  Renssalaer  and 
Saratoga  Railroad  Company.  The  latter  company  also  filed  an 
application  asking  the  Commission  to  authorize  the  issuance  of 
the  bonds.  The  properties  of  the  R.  &  S.  are  leased  to  and 
operated  by  the  D.  &  H.  The  proceeds  from  the  sale  of  the  pro- 
posed issue  of  $2,000,000  of  bonds  are  to  be  applied  on  the  pay- 
ment of  a  like  amount  of  first  mortgage  bonds  maturing  May  1, 
1921.  The  bonds  will  be  delivered  to  the  Delaware  &  Hudson 
and  disposed  of  by  it  through  a  sale  to  Kuhn,  Loeb  &  Co.,  at  100 
per  cent  and  accrued  interest,  under  the  proposed  plans  of  the 
applicants. 


power  transmission.  The  applicant  proposes  to  sell  the  bonds  at 
not  less  than  par  and  accrued  interest,  less  a  commission  of  not 
more  than  3  per  cent. 

NOTE    ISSUES   AUTHORIZED 

The  Commission  has  authorized  the  Raritan  River  Railroad 
Company  to  issue  not  exceeding  $100,000  of  6  per  cent  promis- 
sory notes  from  time  to  time  as  its  needs  may  require.  The 
Seaboard  Air  Line  has  been  authorized  to  pledge  $1,500,000  of 
its  bonds  as  security  for  renewed  notes  aggregating  $625,000. 

M.  &  ST.   L.  LOAN 

The  Minneapolis  &  St.  Louis  has  been  authorized  by  the 
Commission  to  issue  $1,382,000  of  5  per  cent  refunding  and  ex- 
tension mortgage  gold  bonds  and  to  pledge  the  bonds  with  the 
Secretary  of  the  Treasury  as  partial  security  for  a  loan  of  $1,382,- 
000  from  the  government. 

LOAN  TO  VA.  BLUE   RIDGE 

The  Commission  has  approved  a  loan  of  $106,000  to  the  Vir- 
ginia Blue  Ridge  Railway  Company  to  aid  the  carrier  in  meeting 
its  maturing  indebtedness. 

LOAN  TO  F.  &  N.  APPROVED 

The  Commission  has  approved  a  loan  of  $7,250  to  the  Flem- 
ingsburg  &  Northern  Railroad  Company  to  aid  it  in  meeting 
maturing  indebtedness. 

GREENE  CO.  R.  R.  BONDS 

The  Greene  County  Railroad  Company,  of  Georgia,  has  filed 
an  application  with  the  Commission  asking  for  authority  to  issue 
$100,000  par  value  of  first  mortgage  6  per  cent  gold  bonds.  It 
proposes  to  pledge  $75,000  of  the  bonds  as  security  for  a  loan 
of  $60,000  from  the  United  States,  and  to  deliver  the  remainder 
of  the  bonds  to  Forest  Greene,  of  Atlanta,  Ga.,  in  payment  of 
a  loan. 


N.  &  W.  BONDS 

The  Norfolk  &  Western  Railway  Company  in  an  application 
filed  with  the  Commission  seeks  authority  to  issue  and  sell  $269,- 
000  of  its  convertible  10-20  year  4  per  cent  gold  bonds;  $1,213,000 
of  its  convertible  10-25  year  4%  per  cent  gold  bonds,  and  $522,- 
000  of  its  convertible  10-year  6  per  cent  gold  bonds.  The  pur- 
pose of  the  issues  is  the  reimbursement  of  the  company's  treas- 
ury, in  part,  for  capital  expenditures  already  made  aggregat- 
ing $2,019,686.47,  for  increase  in  weight  of  rail,  improved  ballast, 
sidings  and  spur  tracks,  shop  machinery  and  tools,  and  electric 


ABANDONMENT  PETITION  DISMISSED 
The  Commission  has  dismissed  the  application  of  the  Mar- 
shall &  East  Texas  Railway  Company  for  authority  to  abandon 
its  line  of  railroad  in  Wood,  Upshur  and  Harrison  counties, 
Texas,  on  the  ground  that  the  abandonment  was  accomplished 
before  the  effective  date  of  the  Commission's  jurisdiction  over 
such  matters. 


CHANGES  IN   DOCKET 

Argument  in  10387,  Empire  Steel  &  Iron  Co.  vs.  Central  R.  R. 
of  New  Jersey  et  al.,  assigned  for  April  7  at  Washington,  was 
reassigned  for  April  8. 

Hearing  in  12177,  British  United  Shoe  Machinery  Co.,  Ltd., 
vs.  P.  R.  R.,  assigned  for  April  7  at  Washington,  was  postponed 
to  a  date  to  be  hereafter  fixed. 


B.  &  O.   BONDS 

The  Baltimore  &  Ohio  has  been  authorized  by  the  Commis- 
sion to  issue  $2,782,000  of  6  per  cent  refunding  and  general 
mortgage  boids  and  to  pledge  and  repledge  them  from  time  to 
time  as  collateral  security  for  short  term  notes,  when  necessary. 
Nine  subsidiary  companies  of  the  B.  &  O.,  in  connection  with  the 
issuance  of  the  $2,782,000,  were  authorized  to  issue  $1,394,500  of 
underlying  bonds. 


Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
hiving  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  wlll.be  noted  elsewhere. 

April  11 — Washington,  D.  C. — Before  the  Commission: 

Finance  Docket  1374 — Application  of  the  Northern  Pacific  Ry.  Co. 
and  the  Great  Northern  Ry.  Co.  for  approval  by  the  Commission 
of  issues  of  securities  to  refund  the  Joint  4  per  cent  bonds  of 
applicants  maturing  July  1,  1921. 

April  11— New  York,  N.  Y.— Examiner  Howell: 

12184 — A.  W.  Hillebrand  Co.  vs.  Director  General. 

12187— A.  W.  Hillebrand  Co.  vs.  Director  General. 

12188— A.  W.  Hillebrand  Co.  vs.  Director  General. 
April  11 — Tulsa,  Okla. — Examiner  McGrath: 

12218 — Empire  Refineries,  Inc.,  vs.  A.  T.  &  S.  F.  and  Director  Gen- 
eral. 

12265— Empire  Refineries,  Inc.,  et  al.  vs.  T.  &  P.  Ry.  et  al. 

12240— Phoenix  Refining  Co.  et  al.  vs.  A.  T.  &  S.  P.  et  al. 
April  11 — Chicago.  111. — Examiner  McQuillan: 

12157— Kansas  Rock  Salt  Co.  vs.  A.  T.  &  S.  F.  Ry.  et  al. 

12163 — Kansas  Rock  Salt  Co.  vs.  Director  General. 

12164 — Kansas  Rock  Salt  Co.  vs.  Director  General. 
April  11 — Louisville,  Ky.— Examiner  Hosmer: 

12253 — The  Goodwin  Preserving  Co.,  Inc.,  vs.  Louisville  Bridge  & 
Terminal  Ry.  et  al. 


April  11 — Lincoln,  Neb. — Examiner  Wilson: 

12262— National  Supply  Co.  vs.  C.  B.  &  Q.  R.  R.  et  al. 
April  11 — St.  Louis,  Mo. — Examiner  Wagner: 

12155 — Walsh  Fire  Clay  Products  Co.  vs.  Director  General. 

12167— Walsh  Fire  Clay  Products  Co.  vs.  C.  &  A.  R.  R.  et  al. 

12216 — Walsh  Fire  Clay  Products  Co.  vs.  C.  &  A.  R.  R.  et  al. 

12151 — Corn  Products  Refining  Co.  vs.  Director  General. 
April  11 — Baton  Rouge,  La. — Examiner  Archer: 

12191 — St.   Tammany  Ice  and  Manufacturing  Co.,  Ltd.,  vs.   Director 

General. 
April  11 — Lancaster.   Pa. — Examiner  Satterfleld: 

12267 — Lancaster  Steel  Products  Corp.  vs.  B.  &  O.  et  al. 
April  12 — Chicago,  111. — Examiner  Pitt: 

Fourth  Section  Application  11901,  R.  H.  Countiss. 
April  12 — La  Crosse,  Wis.- — Examiner  Clarke: 

Finance  Docket  1264 — Application  of  the  Green  Bay  &  Western  R.  R. 

for  a  certificate  of  public  convenience  and  necessity. 
April  12 — Washington,  D.  C. — Examiner  Carter: 

12121 — Ft.  Smith,  Subiaco  &  Rock  Island  R.  R.  Co.  vs.  Aberdeen  & 

Rockflsh  et  al. 
April  12 — New  York.  N.  Y. — Examiner  Howell: 

12154 — New  York  and  New  Jersey  Lubricant  Co.  vs.  L.  V.  R.  R.  et  al. 
April  12— Chicago,  111. — Examiner  McQuillan: 

12189 — Indiana   Reduction    Co.    vs.    Director  General. 

12182 — Darling  &  Co.  vs.  Director  General. 


April  !».  1921 
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PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  Monthly  Service         A-l  Steamers 

MOBILE  to  ANTWERP 
HAVRE  and  BORDEAUX 
and  U.  S.  PACIFIC  COAST 


St.  Louis  Office: 
1217  Pierce  Building 

IRVING  H.  HELLER,  Manager 


Birmingham  Office: 
324  Chamber  of  Commerce  Bldg. 

GEORGE  C.  MCLAUGHLIN,  Manager 


Port  of  Los  Angeles 

The  Port  of  Los  Angeles  is  nearer  to  more  of  the  great  producing  and  con- 
suming centers  of  the  United  States  than  any  other  Pacific  Coast  port.  It  is 
served  by  transcontinental  railroads  that  are  open  to  traffic  the  year  round. 

Steamship  Service  to  All  Paris  of  the  World 


A  Harbor  Made  to  Order 


A  safe  harbor  for  any  size  vessel,  accessible  in  any 
weather. 

No  bar  to  cross;  48  feet  depth  at  low  tide  at 
entrance  to  the  harbor. 

Quiet  anchorage  within  five  minutes  from  the  open 
sea.  United  States  Government  has  expended  more 
than  $6,000,000  on  Port  improvements  and  is  now 
expending  more  than  $1,000,000  additional. 

City  of  Los  Angeles  has  expended  $5,500,000  for 
improvements  and  is  now  making  further  impor- 
tant improvements  with  a  new  appropriation  of 
$4,500,000. 

Lowest  port  charges  of  any  Pacific  Coast  port. 


More  than  2%  miles  of  municipal  wharf  frontage, 
including  some  of  the  finest  port  facilities  in  Amer- 
ica. Also  nearly  five  miles  of  privately-owned 
wharves. 

Five  municipal  transient  sheds,  with  9,750,000 
cubic  feet  of  storage  space. 

A  six-story  concrete  municipal  warehouse  with  a 
capacity  for  more  than  80,000  tons  of  storage. 

Municipal  Terminal  Railway  connecting  city 
wharves  with  three  transcontinental  railroads  and 
with  the  Pacific  Electric  Railway. 

Municipal  high  density  cotton  compress.  Only  one 
on  the  Pacific  Coast. 


Write  for  further  information 


Board    of    Harbor    Commissioners 

SUITE  33,  CITY  HALL,  LOS  ANGELES,  U.  S.  A. 
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April  12— St.  Louis.  Mo.— Examiner  Wagner: 

12215 — East  St.  Louis  Stone  Co.  vs.  Alton  &  Southern  et  al. 

12226— Mid-Continent  Equipment  and  Machinery  Co.  vs.  M.  &  O. 

Portions  of  fourth  section  application  2138,  M.  &  O.  R.  K. 

12205 — Pioneer  Cooperage  Co.  et  al.  vs.  B.  &  O.  et  al. 
April  12 — Tulsa,  Okla. — Examiner  McGrath: 

12161— Standard  Asphalt  and  Refining  Co.   vs.  Director  General  and 

12181^— Standard  Asphalt  and  Refining  Co.  vs.  Midland  Valley  et  al. 

12199 — Standard  Asphalt  and  Refining  Co.  vs.  Mo.  Pac.  et  al. 

12251 — Standard  Asphalt  and  Refining  Co.  vs.  Mo.  Pac.  et  al. 
April  12 — Omaha,  Neb. — Examiner  Wilson: 

11658 — Ezra  W.  Cooke  vs.  C.  B.  &  Q. 
April  13 — Chicago,  111. — Examiner  McQuillan: 

12277— William  L.  Carney  vs.  Director  General.  .    „    •*, 

12222 — Wm    L.  Carney  vs.  Director  General  and  C.  T.  H.  &  b.  r>. 

12247 — Wilson  &  Co.,  Inc.,  of  Ten.n.,  vs.  A.  T.  &  S.  F.  et  al. 
April  13 — Columbia,  S.  C. — Railroad  Commission  of  South  Carolina: 

Finance  Docket  1066 — Application  of  the  Orangeburg  Ry.  for  certifi- 
cate of  public  convenience  and  necessity. 
April  13— New  York,  N.  Y.— Examiner  Howell: 

12270 — Cheseborough  Mfg.  Co.,  Consolidated,  vs.  P.  R.  R.  et  al. 

12238 — Standard  Shipbuilding  Corp.  vs.  Central  of  New  Jersey. 
April  13 — St.  Louis.  Mo. — Examiner  Wagner: 

12241 — Standard  Pencil  Co.  vs.  Director  General. 

12255 — Southern  Acid  and  Sulphur  Co.  vs.   Arizona  &   New  Mexico 

et  al. 
April  13— Binghamton,  N.  Y.— Examiner  Satterfleld: 

12243 — Endicott-Johnson  Corporation  vs.  Erie. 
April  13 — Paducah,  Ky. — Examiner  Hosmer: 

12190 — A.  B.  Smith  et  al.  vs.  111.  Cent,  et  al. 
April  13 — Boise,  Ida. — Examiner  Pattison: 

12166— Boise  Gas  Light  and  Coke  Co.  vs.  D.  &  R.  G.  et  al. 
April  13 — Argument  at  Washington,  D.  C.: 

11792— Swift  &  Co.  vs.  C.  B.  &  Q.  et  al. 

11459 — A.  M.  Todd  Co.  vs.  Ann  Arbor  et  al. 

I.  and   S.  1296 — Interchangeable  acceptance  of   60-trip   commutation 

tickets. 
April  14 — Argument  at  Washington,  D.  C. : 

*  I.  and   S.  1250 — Diversion  and  reconsignment  rules,   regulations  and 

charges. 
April  14 — Marinette,  Wis.— Examiner  Clarke: 

Finance    Docket    1269 — Application   of    the   Wisconsin    Northwestern 

Ry.  for  a  certificate  of  public  convenience  and  necessity. 
April  14 — Chicago,  111. — Examiner  McQuillan: 

12259 — Sargeant  Coal  Co.   et  al.   vs.   Evansville,    Suburban  &   New- 
burgh  Ry.  et  al. 

12260 — The  Loewenthal  Co.  et  al.  vs.  C.  &  N.  W.  et  al. 
April  14 — Port  Arthur,  Tex. — Examiner  Archer: 

I.  and  S.  1304 — Interchange  switching  of  lumber  and  timber  at  Port 
Arthur,  Tex. 

April  14 — St.  Louis,  Mo. — Examiner  Wagner: 
12006 — Keokuk  &  Hamilton  Bridge  Co.  vs.  Wabash  et  al. 

April  14 — Ft.  Wayne.  Ind. — Examiner  Steer: 

12248 — Ft.  Wayne  Corrugated  Paper  Co.  vs.  Director  General. 
April  14 — Cairo,  111. — Examiner  Hosmer: 

12239 — Cairo  Assn.  of  Commerce  vs.  A.  T.  &  S.  F.  et  al. 
April  15 — Oklahoma  City,  Okla. — Examiner  McGrath: 

12256— Coate  Oil  Corporation  et  al.  vs.  A.  B.  &  A.  Ry.  et  al. 

Portions  of  fourth  section  application  No.  700,  F.  A.  Leland. 

12165—1.  L.  Gilmore  et  al.  vs.  M.  K.  &  T.  et  al. 
April  15 — Chicago,  111.- — Examiner  McQuillan: 

12264 — American  Manganese  Steel  Co.,  Inc.,  vs.  B.  &  O.  et  al. 

12271 — Morton  Gregson  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
April  15— Argument  at  Washington,  D.  C.: 

11531 — Appalachian  Marble  Co.  vs.  Director  General  et  al. 

11634 — Fairchild   Lumber    and    Coal    Co.    vs.    Birmingham    Southern 
et  al. 

11634  (Sub.   No.  1) — James  Meager  vs.  Birmingham  Southern  et  al. 

11682 — Chamber  of  Commerce  of  Selma,  Ala.,  et  al.  vs.  L.  &  N.  et  al. 

11638 — Little  Cahaba  Coal  Co.  vs.  Birmingham  Southern  et  al. 

11554 — Foster  Lumber  Co.  vs.  Director  General. 
April  15 — Sioux  Falls,  S.  D. — Examiner  Wilson: 

12026— Board  of  Railroad  Commissioners  of  South  Dakota  vs.  Ahna- 

pee  &  Western  et  al. 
April  16 — Memphis,  Tenn. — Examiner  Gaddess: 

*  I.  and  S.  1253 — Glass  and  glassware  from  Oklahoma  and  Texas. 
April  16 — Beaumont,  Tex.- — Examiner  Archer: 

12100— Beaumont  Chamber  of  Commerce  vs.   Beaumont  Wharf  and 

Terminal  Co.  et  al. 
12100    (Sub.    No.    1) — Beaumont   Chamber   of   Commerce    et   al.    vs. 

Beaumont,  Sour  Lake  &  Western  et  al. 
April  16 — St.  Louis,  Mo. — Examiner  Wagner: 

12196 — The  Green  Rock  Coal  Co.  vs.  Big  Sandy  &  Kentucky  River 

Ry.  et  al. 

April  16 — Grand  Rapids,  Mich. — Examiner  Steer: 
12252 — The  American  Fibre  Package  Co.  Div.  et  al.  vs.  C.  &  N.  W. 

Ry.  et  al. 

April  16 — Providence,  R.  I. — Examiner  Satterfleld: 
12236 — Providence  Fruit  and  Produce  Exchange  et  al.   vs.   S.  A.   L. 

Ry.  et  al. 

April  16— Seattle,  Wash. — Examiner  Pattison: 
12211— Haskins  Bros.  &  Co.  vs.  C.  B.  &  Q.  et  al. 
12158 — Frye  &  Co.  vs.  Great  Northern  et  al. 
April  16— Albany,  N.  Y.— Examiner  Howell: 

11623 — In  the  matter  of  rates,  fares  and  charges  of  the  New  York 
Central  R.   R.   Co.  and  other  railroad  companies  in  the  state  of 


New  York.     (Reopened  for  further  hearing  as  to  Fonda,  Johnstown 
and  Gloversville  rates,  fares  and  charges.) 
April  16— Oklahoma  City.  Okla.— Examiner  McGrath: 

12244 — The    Corporation    Commission    of    Oklahoma    vs.    Abilene    & 

Southern  et  al. 

April  16— Argument  at  Washington  D.  C.: 
11490— Chicago  Sand  and  Gravel  Producers  et  al.  vs.  A.  T.  &  S.  F. 

11455— Manufacturers'  Assn.  of  York.  Pa.,  vs.  Pa.  R.  R.  et  al. 
April   18— Chicago,  111.— Examiner  McQuillan: 

*  12283 — Wilson  &  Co.,  Inc.,  vs.  C.  &  A.  et  al. 
12174 — Swift  &  Co.  vs.  Southern  Pacific  et  al. 
12207— Swift  &  Co.  vs.  C.  R.  I.  &  P-  et  al. 
12175— Morris  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 

April  18 — Boston,  Mass. — Examiner  Satterfleld: 

12148— Andrew  Dutton  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

12221 — Stetson,  Cutler  &  Co.  vs.  Bangor  &  Aroostook  et  al. 
April  18— Houston.  Tex.— Examiner  Archer: 

12212 — Humble  Oil  and  Refining  Co.  vs.  Director  General. 
April  18— Philadelphia,  Pa.— Examiner  Barclay: 

12066— Construction  and  repair  of  railway  equipment  (with  reference 
to  locomotive  equipment  of  the  Pennsylvania  R.  R.   and  affiliated 
lines.) 
April   18 — Birmingham,   Ala. — Examiner  Hosmer: 

12120— Corona  Coal  Co.  vs.  Miss. -Warrior  Service  et  al. 

12250 — "Wm.  Danzer  &  Co.,  Inc.,  vs.  G.  &  S.  I.  R.  R.  et  al. 
April  18 — Oklahoma  City,  Okla. — Examiner  McGrath: 

11468 — Bartlesville  Zinc  Co.  vs.  Director  General. 
April  18— Detroit,  Mich.— Examiner  Steer: 

12186 — General  Motors  Corporation  vs.  Director  General. 

12235 — Michigan  Manufacturers'  Assn.  et  al.  vs.  C.  &  O.  Ry.  et  al. 
April  18 — Argument  at  Washington,  D.  C. : 

11743 — Penn  Seaboard  Steel  Corporation  vs.  Director  General. 

11749— Minute  Tapioca  Co.  vs.  Boston  &  Maine  et  al. 

11614 — Fels  &  Co.  vs.  B.  &  O.  et  al. 
April  19— Washington,  D.  C.— Director  Colston: 

*  Finance   Docket  1237— Application   of  the  N.   Y.   C.   R.   R.   et  al.   for 

authority  to  acquire  the  properties  of  the  Cleveland  Union  Ter- 
minals Co.  and  certain  trackage  rights  in  connection  therewith  in 
the  city  of  Cleveland. 

April  19 — Chicago,  111.— Examiner  McQuillan: 
12149 — Armour  &  Co.  vs.  Erie. 

12160 — Armour  &  Co.  vs.  L.  V.  R.  R.  and  Director  General. 
12193— Armour  &  Co.  vs.  M.  K.  &  T.  Ry.  et  al. 
12223 — Armour  &  Co.  vs.  Northern  Pacific  et  al. 
April  19 — St.  Louis,  Mo. — Examiner  Wagner: 

11862 — Missouri  rates  and  charges. 
April  19 — Galveston,  Tex. — Examiner  Archer: 

I.  and  S.  1175 — Coffee  from  Galveston.  Tex.,  and  other  gulf  ports. 
April  19 — Argument  at  Washington,  D.  C. : 

I.  and  S.  1263 — Substituti9n  of  35  per  cent  for  33%  Per  cent  increas* 
in    class    and    commodity    rates    Between    eastern    and    southern 
groups  and  the  southwest. 
April  20 — Philadelphia,  Pa. — Examiner  Howell: 

*  12150— Cambria  Steel  Co.  et  al.  vs.  Pa.  R.  R.  et  al. 
April  20 — Boston,  Mass. — Examiner  Satterfield: 

12194 — Boston  Wool  Trade  Assn.  vs.  Boston  &  Albany  et  al. 
April    20 — Galveston,    Tex. — Examiner   Archer: 

12229— H.  Kempner  vs.  G.  H.  &  S.  A.  et  al. 

12261 — Texas  Star  Flour  Mills  vs.  Director  General. 
April  20 — Portland,  Ore. — Examiner  Pattison: 

12213 — Sullivan  Lumber  Co.  vs.  Director  General. 

12269 — Portland  Traffic  and  Transportation  Assn.  vs.  O.-W.  R.  &  N. 

Co.  et  al. 
April  20 — Argument  at  Washington,  D.  C.: 

I.  and  S.  1297 — Fares  of  the  Washington- Virginia  Ry.  Co. 
April  21 — Montgomery,  Ala. — Examiner  Hosmer: 

12156 — Belser  Grocery  Co.  et  al.  vs.  L.  &  N.  et  al. 

12214 — Surcharge   for  transportation   of  passengers   in   sleeping  cans 

between  points  in  Alabama. 
April  21 — Chicago,   111. — Examiner  McQuillan: 

12237 — The  Farmers  Square  Deal  Grain  Co.  et  al.  vs.  Fox  &  Illinol* 

Union  Ry.  et  al. 
April  21 — Aberdeen,  S.  D. — Examiner  Wilson: 

12178— City  of  Aberdeen  vs.  C.  &  N.  W.  et  al. 
April  21 — Argument  at  Washington,  D.  C. : 

11971 — In  the  matter  of  rates,  fares  and  charges  applicable  between 

points  in  the  state  of  Arizona. 
April  22 — Joplin,  Mo. — Examiner  Wagner: 

12300— Kansas,  Oklahoma  &  Gulf  Ry.  Co.  vs.  St.  L.-S.  F.  Ry. 
April  22 — Cleveland,  O. — Examiner  Steer: 

12170— National  Refining  Co.  vs.  M.  K.  &  T.  Ry.  et  al. 
April  22 — Argument  at  Washington: 

12085 — North  Dakota  rates,   fares  and  charges. 
April  22 — Chicago,  111. — Examiner  McQuillan: 

12245 — Wisconsin  Dairy  Products  Co.  vs.  A.  C.  &  Y.  Ry.  et  al. 

12206 — Wisconsin  Dairy  Products  Co.  vs.  C.  M.  &  St.  P.  et  al. 
April  23 — Argument  at  Washington,  D.  C. : 

*  11916 — Rates,  fares  and  charges  as  to  steam  lines  in  Kansas. 
April  23 — Minneapolis,   Minn. — Examiner  Wilson: 

12231 — Reeves  Coal  and  Dock  Co.  vs.  Director  General. 
12273— F.  L.  Starbeck  vs.  C.  B.  &  Q.  et  al. 
April  25 — Argument  at  Washington,  D.  C.: 
11187— Henry  W.  Peabody  &  Co.  vs.  C.  M.  &  St.  P.  Ry.  et  al. 
11268 — Ringwood  Company  vs.  Erie  R.  R.  et  al. 
11359— Wharton  Steel  Co.  vs.  Pa.  R.  R.  et  al. 
11360— Mount  Hope  Mineral  R.  R.  Co.  vs.  C.  R.  R.  of  N.  J.  et  al. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

I.  &  S.  Docket  1303.  Memphis,  beginning  April  5th.  suspension  of  900  tariffs.  Involving  rates 
In  the  Mississippi  Valley  and  Southeast.    Orders  for  transcript  should  be  placed  In  advance. 

Official  transcripts  of  the  testimony  taken  in  proceedings  Company,  official  reporters  to  the  Commission,   Woolworth 

of  the  Commission  (see  Docket  of  the  Commission  in  each  Building,  New  York  City. 

issue  of  The  Traffic  World)  throughout  the  country  except  The  charge,  as  fixed  by  the  Commission,  is  12%  cents  per 

Washington  can  be  had  only  from  The  State  Law  Reporting  page  for  each  copy  furnished. 
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cfiant  of  its  class  and  kind 


The  Pennsylvania  Tank  Line  leases  "Pennsylvania"  Tank  Cars 
to  Producers,  Refiners  and  Marketers  of  petroleum  and  other  liquid 
products.  Tank  Line  records  show  that  approximately  70%  of  our 
cars  are  used  to  transport  petroleum  products,  the  remaining  30% 
being  used  in  hauling  a  wide  list  of  other  liquid  products — such  as 
acids,  ammonia,  alcohol,  calcium  chloride,  caustic  soda,  fish  oils, 
glycerine,  glucose,  lard,  molasses,  mineral  waters,  paints,  rosin, 
syrups,  tallow,  toluol,  turpentine,  vinegar,  wine,  etc. 

We  now  have  available  for  immediate  lease  a  limited  number  of 
8,000  AND  10,000  GALLON  CARS 

These  cars  will  be  leased  at  attractive  figures  to  the  first  applicants. 
Write  us  for  rentals  and  further  particulars. 

PENNSYLVANIA  TANK  LINE 

SHARON,  PA. 

New  York  St.  Louis  Houston  San  Francisco 
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Digest  of  New  Complaints 


No.  12562.    Carstens  Packing  Co.,  Tacoma,  Wash.,  vs.  C.  M.  &  St.  P.. 
Payne  et  al. 

Excessive,  unjust  and  discriminatory  rates  on  live  stock  be- 
tween points  in  Montana,  Idaho,  Utah,  California,  Oregon  and 
Washington  and  Spokane  and  Tacoma,  Wash.  Asks  reparation. 

No.  12563.    Healy  &  Co.,  Wichita,  Kan.,  vs.  M.  K.  &  T.  and  Payne. 

Unjust,  unreasonable,  unduly  preferential  or  prejudicial  rates  on 
stock  cattle  from  Kansas  City,  Mo.,  to  Oklahoma  City.  Okla.  Asks 
cease  and  desist  order,  just  and  reasonable  rates  and  minimum 
weights  and  reparation. 

No.  12664.     International  Coal  Products  Corporation,   Clinchfleld,  Va., 
vs.  Pennsylvania,  Payne  et  al. 

Unjust,  unreasonable,  unduly  discriminatory  and  prejudicial 
rates  on  fire  brick  from  Mt.  Union,  Pa.,  to  Clinchfleld,  Va.  Asks 
cease  and  desist  order,  just  and  reasonable  rates  and  reparation. 

No.  12565.     Macgowan  Coffee  Co.,  Jackson,  Miss.,  vs.  New  Orleans  & 
Northeastern,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  green  coffee  from  New 
Orleans,  La.,  to  Jackson,  Miss.  Asks  cease  and  desist  order,  just 
and  reasonable  rates  and  reparation. 

No.   12566.     Magnolia  Petroleum   Co.,   Galveston,   Tex.,   vs.   Oklahoma, 
New  Mexico  &  Pacific,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  petroleum  and  petroleum 
products  from  points  in  Texas  to  points  in  Oklahoma.  Asks  cease 
and  desist  order,  just,  reasonable  and  non-discriminatory  rates 
and  reparation. 

No.  12566,  Sub.  No.  1.     Same  vs.  Same. 

Same  complaint  and  prayer  as  to  shipments  of  petroleum  and 
petroleum  products  from  points  in  Texas  to  points  in  Oklahoma. 

No.  12567.     Magnolia  Petroleum  Co.  vs.  New  Orleans  &  Northeastern, 
Payne  et  al. 

Unjust  and  unreasonable  rates  on  gravel  from  Hattiesburg, 
Miss.,  to  Beaumont,  Tex.  Asks  reparation. 

No.    12568.     Chevrolet   Motor   Co.    of   California   vs.   C.    M.    &   St.    P., 
Payne  et  al. 

Unjust  and  unreasonable  rates  on  speed  indicators  from  Chi- 
cago, 111.,  to  Oakland,  Calif.  Asks  reparation  and  classification  of 
speed  indicators  so  as  to  give  just  and  reasonable  rates. 

No.  12569.    Chevrolet  Motor  Co.  of  Michigan  vs.  A.  T.  &  S.  F.,  Payne 
et  al. 

Unjust  and  unreasonable  rates  on  empty  wooden  crates  from 
Oakland,  Calif.,  to  Flint,  Mich.,  from  St.  Louis  to  Flint:  from  Ft. 
Worth  to  Thebes,  111.,  and  from  Thebes,  111.,  to  Flint.  Asks 
reparation  and  rates  on  empty  wooden  crates,  k.  d.,  that  Com- 
mission deems  just  and  reasonable. 

No.    12570.     Southern   Pine   Assn.    et   al.,    New   Orleans,    vs.   Alabama 
Great  Southern,  Payne  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential and  prejudicial  rates  on  lumber  for  export  from  mills  in 
southern  and  southeastern  territories  east  of  Mississippi  River 
to  south  Atlantic  and  gulf  ports  because  of  cancellation  of  export 
rates  by  railroad  administration.  Asks  rates  on  lumber  from  and 
to  points  involved  that  shall  be  no  higher  than  the  rates  on  lumber 
for  export  which  were  effective  on  June  24,  1918,  plus  25  per  cent, 
with  a  maximum  of  5c  per  100  Ibs.  and  reparation. 


No.  12571.    Joseph  Russell,  doing  business  under  name  of  Auto  Gas  and 
Oil  Co.,  Butte,  Mont.,  vs.  Oregon  Short  Line,  Payne  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  preferen- 
tial and  prejudicial  rates  on  oil  and  gasoline  from  producing  points 
in  California  to  Butte,  Mont.,  in  that  they  exceeded  83^c  per 
cwt.  Asks  cease  and  desist  order,  just,  reasonable  and  non-dis- 
criminatory rates  and  reparation. 

No.  12572.     Standard  Chemical  Mfg.  Co.,  Omaha,  Neb.,  vs.  Chicago  & 
Northwestern,   Payne. 

Excessive,  unjust  and  unreasonable  rates  on  ground  worm  seed 
from  Chicago  and  South  Elgin,  111.,  to  Omaha,  Neb.  Asks  just  and 
reasonable  rates  and  reparation. 

No.   12573.     Sprague   Tire   and   Rubber   Co.,   Omaha,    Neb.,   vs.    Union 
Pacific,  Payne  et  al. 

Excessive  unjust  and  unreasonable  rates  on  crude  rubber  from 
Tacoma  and  Seattle,  Wash.,  to  Omaha,  Neb.  Asks  just  and  rea- 
sonable rates  and  reparation. 

No.    12574.     Spinnler  &   Co.,   Austin,    Tex.,   vs.   G.    H.    &   S.    A.,    Payne 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential rates,  also  in  violation  of  the  long-and-short  haul  clause 
of  the  fourth  section,  on  cotton  from  Victoria  and  Sinton,  Tex., 
to  Galveston,  Tex.,  for  storage  and  concentration  privileges  and 
then  reshipped  to  Fall  River,  Mass.,  in  that  the  full  combination 
of  local  rates  was  applied  to  and  from  Galveston,  Tex.  Asks 
reparation. 

No.  12575.     Selz-Schwab  &  Co.,  Chicago,  vs.  Chicago  &  Northwestern 
and  Payne. 

Unjust  and   unreasonable   rates   on   boots   and   shoes,   L.    C.    L., 
from  points  in  Wisconsin  to  Chicago.     Asks  reparation. 
No.  12576.     Italian  Government  Commission,  New  York  City,  vs.  B.  & 
O..  Payne  et  al. 

Unjust  and  unreasonable  storage  charges  on   shipments  of  steel 
sheets   and   iron   wire   rods   at    New   York   and   Baltimore.     Asks 
reparation. 
No.  12576,  Sub.  No.  1.     Same  vs.  Same. 

Unjust  and  unreasonable  storage  charges  on  various  commodi- 
ties at  Baltimore.  Asks  reparation. 

No.   12577.     Continental   Motors   Corporation,    Muskegon,    Mich.,    vs.   C. 
B.  &  Q.,  Payne  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential and  prejudicial  rates  on  sand  from  shipping  points  in  the 
Ottawa  (111.)  district  to  Muskegon,  Mich.  Asks  cease  and  desist 
order,  just  and  reasonable  rates  and  reparation. 

No.  12578.    lola  Cement  Mills  Traffic  Assn.  et  al..  Kansas  City,  Mo.,  vs. 
A.  T.  &  S.  F.,  Payne  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  preju- 
dicial rates,  as  well  as  violative  of  the  long-and-short-haul  pro- 
vision of  section  4,  on  cement  from  complainants'  mills  in  Kansas 
and  Oklahoma  to  destinations  in  Kansas,  Nebraska,  South  Dakota, 
Wyoming  and  Colorado.  Asks  cease  and  desist  order,  just  and 
reasonable  rates  and  reparation. 

No.  12579.     The  Mathieson  Alkali  Works,  Inc.,  et  al.,  Saltville,  Va.,  vs. 
Carolina,  Clinchfleld  &  Ohio  et  al. 

Unreasonable  and  unduly  prejudicial  rates  on  coal  from  Clinch- 
field  and  Trammel,  Va..  and  points  grouped  therewith,  and  from 
Calhoun,  Falls  Branch  and  Heysi,  Va.,  and  Elkhorn  City,  Ky.,  and 
points  grouped  therewith,  and  from  Raven,  Va.,  and  Stone,  Ky., 
and  other  points  in  Group  5,  and  from  Chatteroy  and  Nolan.  W. 
Va.,  and  other  points  in  Group  6,  to  Marion,  Saltville  and  the 
Mathieson  Alkali  Works,  Va.  Asks  cease  and  desist  order,  just, 
reasonable  and  non-discriminatory  rates  and  reparation. 
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PRACTICING    BEFORE    THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate    and    Foreign    Commerce 

Specialist  &  Counsellor 

Bate  Analysis  —  Clalmj 

TraMportatlon  971  SPITZER  BLDG. 

Trackage  Arrangements  —  Demurrage     TOLEDO,  OHIO 

General  Matten  Relating  to  State, 

Interstate  and  Foreign  Commeroe 


OBOBOB  M.  BROWK      QBOB.QB  L.  BOYUI 

BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Sped*!  attention  to  Freight  Rate  Adjustment! 

and  Practice  before  tie  Intentate 

Commerce  Commiaiion. 

Bufldlni,  WMhlntton.  D.  O 

TetepnoM  Main  270t 


GEO.    T.    BELL 

COMMERCE  COUNSEL 

M19-1921.  Executive  VIce-Presldent,  North- 
ern West  Virginia  Coal  Operators'  Associa- 
tion; 1914-1919.  Attorney-Examiner,  Inter- 
State  Commerce  Commission;  1909-1919, 
Commerce  Counsel  for  various  commercial 
organizations  and  shippers  of  Missouri  River 
olUee. 
MUNSEY  BUILDING,  WASHINGTON,  D.  C. 


Harvey  B.  M.  Wild*  Leo  Wing 

WILDS  AND  WING] 

ATTORNEYS  AND  COUNSELORS 

Sevan  years'  experience  In  all  branches 
of  transportation 

Penobscot  Bldg.  DETROIT,  MICH. 

Phone  Cherry  C38 


CHARLES  H.  LAMPEN 
Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


Hickoz  Bldg., 


CLEVELAND,  O. 


CHAS.  E.  COTTERILL 
COMMERCE  COUNSEL 

Suit*     1120    Hurt    Building 

ATLANTA,  GA. 
ARTHUR  B.  HATES 

ATTORNEY  AT  LAW 

Colorado  Building,  Washington,  D.  C. 

Fomr  Heeibar  of  tko  Departneet  of  jMde*  « 

•oHolter  of  latareal   Ronaw 

Interstate    Commerce    Litigation    a 
Specialty 

CLYDE  N.  THOMPSON 

INDUSTRIAL  TRAFFIC   MANAGER 

All     Traffic     and     Transportation     matters. 

Traffic  Service  Rendered  on  monthly 

basis.  Correspondence  solicited. 

McGLONE,    Monroe   County,    West   Virginia 


EARL  ENOX  GARTNER 

(For  a  number  of  nan  Attorney  and  »n.m1rar.  lolanteU 
Commeroe  Commission,  and  prior  thereto  —  «*f-*  !•  the 
practice  of  law  at  LoulirUle.  Ky.) 

Special  attention  to  matters  before  the  htentate 
Commerce  Communion.  Income  Tu  Unit,  Federal 
Trade  Commission,  United  State*  Shlpplmr  Board. 
Federal  Court*. 

701-706  WOODWARD  BLDO..  WASHINGTON 


Wilbur  LaRoe,  Jr. 

Commerce  Counael 
Southern   Building        Washington,  D.  C. 

EDWARD  A.  HAID 

ATTORNEY   AT   LAW 

1411-16    Liberty   Central    Trust    Building, 

St.  Louis.  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claims. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone,  Main  3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone,  Harrison  8808 


MID-WEST  Box  COMPANY 


Look  for 

the 
Trade  Mark 


Use 

1ST     Triple  Tape 
JS  Corners 


Corrugated 
Fibre-Board 
Products 

Solid  Fibre 

Containers 

MID- WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 


GENERAL  OFFICES: 
1337  Conway  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Kokomo,  Ind. 

We  operate  our  own  boxboard  and  strawboard  mills 
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"from  Cadillac  Motor  Car  C  ^pany^ 


.^-  -/lOtorJCar  Company 


How  Cadillac  Motor  Car  Company 
Controls  Shipping  Records 

THE  Cadillac  Bill  of  Lading  is  an  exam- 
ple of  Standard  economy.  Four  copies 
are  written  at  one  time — one  for  the  customer, 
one  for  the  railroad,  one  for  the  shipping  clerk 
and  one  for  the  main  office.  A  complete,  accurate 
record  for  every  department  at  one  operation- 
saving  time— eliminating  all  possibility  of  error. 

The  Studebaker  Receiving  Report  is  another  example  of 
Standard  economy.  The  original  goes  to  the  purchasing 
agent,  the  duplicate  is  retained  by  the  receiving  depart- 
ment, the  triplicate  is  forwarded  to  the  stores  accounting 
department,  and  a  fourth  copy  is  used  for  checking  and 
filing. 

In  every  business — big  or  little — factory  or  salesroom — 
there  are  opportunities  to  save  hundreds  of  dollars  and 
eliminate  errors  through  the  use  of  Standard  Manifolding 
Systems.  Definite,  worth-while  economies  have  been 
effected  by  thousands  of  the  most  prominent  firms  in 
America.  Wherever  padded  forms  are  used  or  wherever 
one  or  more  carbon  copies  are  necessary,  a  Standard  Sys- 
tem will  make  it  possible  to  do  the  work  in  less  time,  with 
less  expense  and  with  greater  accuracy. 

Sheets  Can  Not  Slip 

The  one  thing  that  has  made  these  economies  possible  is  the  Standard 
Manifolding  Register.  This  machine  has  exclusive  features  that  have 
revolutionized  the  use  of  manifolding  devices.  No  matter  how  many 
carbon  copies  of  forms  you  may  need — whether  they  are  printed  on  the 
same  or  different  colors  of  paper — regardless  of  how  complicated  the 
forms  may  be,  all  will  be  exact  copies,  perfect  in  alignment.  You 
may  use  two  copies  or  six.  In  either  case  the  machine  operates  with- 
out binding.  The  carbon  paper  will  not  crumple  or  tear,  and  no  time 
will  be  wasted  in  repairs  or  adjustments. 

Our  Service  Is  Free 

If  you  are  interested  in  better  methods — methods  that  will  save  expense, 
reduce  overhead,  give  you  better  control  of  different  departments  and 
eliminate  errors — our  Service  Department  will  be  glad  to  provide  you 
with  samples  of  forms  and  suggestions  that  will  aid  in  accomplishing 
the  results  you  desire.  Just  check  the  coupon  for  samples  of  forms. 

The  Standard  Register  Co. 

61  Albany  St.,  Dayton,  Ohio 
Manufacturer*  of  Roll  Printing  and 


Standard  Registers  have 
opened  a  new  field  for 
economy  in  business. 


Manifolding  Systems 


CHECK— PIN   TO    LETTERHEAD 

The  Standard  Register  Co..  61  Albany  St.,  Dayton.  Ohio. 
Without  obligation  on  my  part,  send  me  booklet  describing  the  Standard 
Manifolding    Register    and    samples    of    forms    showing    the    most    modern 
methods  used  in  handling  the  Items  checked  below: 


D  Bills  of  Lading 
n  Express  Receipts 
n  Invoices 
Q  Shop  Orders 


Q  Purchase  Requisitions 
n  Delivery  Records 
Q  Stock  Records 
n  Receiving  Records 


Q  Cash  Sales 

[J  Charge  Sales 

Q  Piece  Work  Records 

Q  Departmental  Orders 
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GENERAL, 


The  Faithful  Servant 

of  a  Thousand  Industries 

This  seventy-ton,  all-steel,  drop  bot- 
tom gondola,  with  extra  heavy  con- 
struction throughout,  made  for  a  large 
steel  concern,  is  an  example  of  the  Gen- 
eral American  standard  coal  car. 

The  General  American  Car  Company 
designs  and  builds  all  kinds  of  cars, 
whether  intended  for  ordinary  pur- 
poses, such  as  hauling  coal,  freight, 
grain  or  stock,  or  for  some  uncommon 
purpose  connected  with  a  particular 
business. 

Purchasing  agents  and  executives  of 
railroads  and  manufacturing  companies 
are  invited  to  consult  the  Company's 
engineers  on  any  question  of  car  build- 
ing, without  incurring  any  obligation. 


Subsidiary  of  The  General  American  Tank  Car 
Corporation 

General  Office*:  Harris  Trust  Bldg.,  Chicago,  U.  S.  A. 

Sale*  Office*:  17  Battery  Place.  New  York; 
24  California  St.,  San  Francisco 


Cable  Addr 


M:  "  Gentankar.  Chicago" 
All  Cod** 


GENERAL  AMERIC 
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LUCKENBACH  LINES 

Express  Freight  Service 

U.  S.  Mail  Steamers  Twin  Screw  American  Steamers 

New  York  Hamburg 

New  York  Rotterdam  Amsterdam 

Philadelphia  Rotterdam  Amsterdam 

Phifadelphia  1     *>ort  °*  ^os  Angeles      ^an  Francisco 

Through  Bills  of  Lading  issued  to  and  from  Hawaiian  Islands  and  North  Pacific  Ports 

GENERAL  OFFICES:  44  Whitehall  Street,  New  York  [I 

CHICAGO,  Marquette  Building  MINNEAPOLIS,  Metropolitan  Life  Building 

T.  J.  McGEOY  C.  H.  DRINKWATER 

General  Western  Freight  Agent  Northwestern  Freight  Agent 

Philadelphia  Los  Angeles  St.  Louis  San  Francisco 

Lafayette  Building  Central  Building  Pierce  Building  Merchants  Exchange 


100%  American  Premier  Fleet 

ATLANTIC-PACIFIC  EXPRESS  SERVICE 

America's  Coast-to-Coast  Direct  Fast  Freight 


PHILADELPHIA 


BALTIMORE 


SAVANNAH 


and  MOBILE 
DIRECT  TO 
LOS  ANGELES  (San  Pedro  District) 


SAN  FRANCISCO 

PORTLAND 


SEATTLE 


REGULAR  SAILINGS 

FORTNIGHTLY 


A-l  FAST  STEEL 


STEAMERS 


OFFERING 


RELIABLE 


UNEXCELLED 


FACILITIES 


and  SERVICE 


FOR  RATES  AND  PARTICULARS  APPLY  TO 


ATLANTIC-GULF  &  PACIFIC  STEAMSHIP  CORP. 

St.  Paul  8476  BALTIMORE  406  Water  Street 

SAN  FRANCISCO     60  California  Street 

Oakland,   Cal. 

Philadelphia  Savannah,  Ga.  New  York  ParT  Terminal 

Drexel  Building  Savanah    Bank    and    Trust    Bide.  42   Broadway  Portland,  Ore. 

Pittsburgh  Los  Angeles,  Cal.  Mobile,    Ala.  Board  of  Trade  Bid*. 

Union  Arcade  Bide.  427   Van    Nuys   Bide.  8.  W.  Cor.  St.  Francis  &  Water  Sts.  Seattle,   Wash. 

L.    C.    Smith   Bide., 
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THE  CUMMINS  INVESTIGATION 
The  Cummins  resolution  providing  for  an  inquiry 
into  the  railroad  situation  has  been  introduced  and  we 
suppose  the  investigation  will  take  place.  We  have  no 
objection  to  it  as  a  means  of  informing  Congress  and 
the  public  so  long  as  it  is  not  assumed  that  the  appli- 
cation of  remedies  must  wait  until  the  committee 
tjets  through  and  makes  its  report.  The  members  of  the 
Senate  committee  and  members  of  Congress  generally 
are,  presumably,  more  or  less  ignorant  of  the  facts.  But 
others  are  not  ignorant  of  them  and  they  must  not  pass 
the  responsibility  to  Congress. 

We  have  one  serious  fault  to  find,  however,  with 
the  resolution  as  drawn.  It  directs  the  committee  to 
inquire  into  and  report  to  the  Senate  the  "best  means  of 
bringing  about  a  condition  that  will  warrant  the  Inter- 
state Commerce  Commission  in  reducing  freight  and 
passenger  rates."  In  other  words,  the  purpose  of  the 
investigation,  if  this  paragraph  expresses  it,  is  to  find 
a  way  to  reduce  rates.  In  our  opinion,  that  ought  not 
to  be  the  purpose  at  all  and  an  investigation  restricted 
to  that  end  is  likely  to  be  biased  and  narrow.  The  real 
purpose  should  be  to  disclose  the  facts,  whatever  they 
are,  that  are  causing  high  rates  and  at  the  same  time 
preventing  the  carriers  from  making  a  living,  and  then  to 
see  what,  if  anything,  can  be  done  to  help.  It  may  be 
that,  with  all  that  could  be  done,  rates  would  have  to  re- 
main high,  for  a  time,  at  least.  They  may,  of  course,  be 
readjusted  to  meet  specific  situations.  But  the  point  is 
that  a  reduction  in  rates  is  not  the  one  point  to  be  aimed 
at  by  an  inquiry  of  this  sort. 


THE    PRESIDENT    ON    TRANSPORTATION 

President  Harding,  in  his  message  to  Congress,  laid 
down  no  program  for  the  rehabilitation  of  the  railroads. 
This  may  have  been  due  either  to  a  feeling  that  he  was 
not  sufficiently  informed  with  respect  to  the  subject  to 


prescribe  a  program  or  to  hesitancy  for  other  reasons — 
perhaps  political  timidity  or  his  sense  of  propriety — 
to  do  so.  We  are  inclined  to  think  it  wise  that  he  did 
not  tell  Congress  what  to  do,  but,  nevertheless,  his  fail- 
ure to  do  so  is  somewhat  inconsistent  with  the  finality 
in  the  tone  of  his  dictum:  "Railway  rates  and  costs 
of  operation  must  be  reduced."  We  agree  with  him 
that  cost  of  operation  must  be  reduced  and  we  believe  it 
desirable  that  rates  should  be  reduced,  but  we  are  by 
no  means  satisfied  that  the  latter  can  be  accomplished 
to  any  appreciable  and  general  degree,  even  with  a  proper 
reduction  in  operating  costs.  At  least,  a  reduction  in 
rates  depends  greatly  on  a  resumption  of  business  and 
a  resulting  increase  in  tonnage.  If  President  Harding 
has  an  idea  as  to  how  his  mandate  can  be  obeyed,  we 
wish  he  had  given  Congress  and  the  public  the  benefit 
of  it.  Congress  cannot,  off-hand,  restore  business  to  its 
former  health,  and  until  there  has  been  such  a  restora- 
tion the  railroads  must  suffer  with  other  business.  They 
cannot  reduce  rates  and  make  the  revenue  to  which  they 
are  entitled  and  which  they  must  have.  Perhaps  the 
President's  attitude  in  this  respect  is  accounted  for  by 
his  assumption — which  we  think  is  erroneous — that  the 
halting  of  commerce  and  the  discouragement  of  produc- 
tion are  due  to  the  high  freight  carrying  charges. 

So,  although  the  President  does  not  attempt  to  say 
what  shall  be  done  and  does  not  say  a  great  deal  about  the 
subject  of  railroad  transportation  anyhow,  the  little  he 
does  say  seems  to  us  to  be  based  on  somewhat  of  a  failure 
to  appreciate  the  real  situation.  Yet  he  does  utter  one 
solid  and  fundamental  truth — that  it  should  be  under- 
stood that  Congress  has  no  sanction  for  government 
ownership  and  that  Congress  should  not  levy  taxes  on 
the  people  to  cover  deficits  in  a  service  that  should  be 
self-sustaining.  The  rest  he  leaves  to  Congress,  which, 
he  says,  may  well  investigate. 

By  all  means  let  Congress  investigate.  It  should 
know  what  the  situation  is  and  it  should  inform  the 
public.  But,  in  the  meantime,  while  Congress  and  the 
President  are  informing  themselves  as  to  what  should 
be  done,  there  is  no  lessening  of  responsibility  on  those 
who  already  know  what  should  be  done  and  who  can  do 
it  without  any  further  sanction  or  instruction  from  Con- 
gress. The  railroad  executives  can  keep  on  insisting  on 
reductions  in  the  wages  of  labor  and  on  the  necessity 
for  the  abrogation  of  the  wasteful  national  agreements ; 
labor  can  see  the  necessity  for  its  being  reasonable  and 
can  accept  suitable  reductions  in  wages  and  sensible  re- 
vision of  working  agreements ;  the  Labor  Board  can 
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Start  the  week  right.     Ship  over  the 


"THE  ROAD  OF  SERVICE" 

to  and  from 

Mobile,  Ala.,  New  Orleans,  La.,  Gulfport,  Miss.,  and  Interior 

Mississippi  Valley  Points. 


San  Diego  &  Arizona  Railway 

THE    SAN    DIEGO    SHORT    LINE 
Offers  a  New  Direct  Route  Between  San  Diego  and  Eastern  Cities 

This  new  line  in  connection  with  Southern  Pacific  and  its    Eastern  connections  forms  the 
shortest  transcontinental  line  to  any  California  port.     GIVE  IT  A  TRIAL. 

From  CHICAGO :  Through  package  cars  in  connection  with  Rock  Island,  El  Paso  &  Southwestern,  Southern 

Pacific,  care  S.  D.  &  A.,  El  Centra. 

From  NEW  ORLEANS,  KANSAS  CITY,  ST.  LOUIS:  Excellent  service,  without  delay,  to  San  Diego. 
From  NEW  YORK:  Sou.  Pac.  S.  S.  Line  (Morgan  Line),  care  S.  D.  &  A.,  El  Centra. 
From  other  points:  Direct  line  to  Southern  Pacific,  care  S.  D.  &  A.,  El  Centra. 

For  information  as  to  rates,  routes,  service,  etc.,  ask  any  railway  agent,  or  address: 

SAN  DIEGO  &  ARIZONA  RAILWAY,  San  Diego,  Calif. 


D.  W.  PONTIUS,  General  Manager 

F.  B.  DORSEY,  Assistant  Traffic  Manager 

A.  D.  HAGAMAN,  District  Freight  and  Passenger  Agent 
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bring  about  reasonable  relations  between  labor  and  its 
railroad  employers,  even  if  one  side  or  the  other  refuses 
to  be  conformable ;  and  the  railroads  can  bring  about  all 
other  possible  economies  without  waiting  for  Congress 
to  point  them  out.  There  is  no  reason  why,  by  the  time 
the  proposed  Cummins  investigation  is  completed,  every- 
thing that  it  could  possibly  recommend — if  its  recom- 
mendations were  confined  to  what  we  think  would  be 
proper  and  useful— could  not  be  accomplished.  Then, 
if  the  result  made  it  possible,  rates  should  and  would 
vome  down.  Nobody  desires  to  keep  them  at  their  present 
level — not  even  the  railroads. 

In  connection  with  transportation  by  water  the  out- 
standing thought  expressed  by  the  President  is  that  all 
questions  as  to  whether  the  United  States  should  build 
a  merchant  marine  are  made  subordinate  by  the  fact 
that  \ve  have  built  one  and  that  it  is  incumbent  on  us 
to  make  it  an  agency  for  increasing  production.  An- 
tor  idea  on  that  is  that  if  the  laws  of  the  United  States 
MO,  as  alleged,  favor  competitors  in  the  ocean-carrying 
trade,  then  those  laws  should  be  changed.  That  is  taken 
as  meaning  that  if  the  LaFollette  seaman's  law  is  the 
handicap  on  the  American  merchant  marine  that  has 
been  charged,  it  must  be  repealed.  The  President  said 
the  American  sense  of  fair  play  would  assert  itself  to 
give  American  carriers  their  equality  of  opportunity  in 
the  competition  for  the  carrying  trade.  At  the  same  time 
he  gave  notice  to  the  world  that  the  United  States 
''means  to  establish  and  maintain  a  great  merchant  ma- 
rine." 

With  regard  to  highway  transportation,  he  called 
attention  to  the  shocking  waste  in  funds  because  there 
is  no  policy  for  maintaining  roads  constructed  by  states 
with  federal  aid.  He  advocated  the  prescribing  of  con- 
ditions to  govern  the  use  of  the  money  given  by  Congress. 


GOOD    BUSINESS,    SMALL    PROFITS 

Figures  given  out  by  the  Railway  Executives'  Asso- 
ciation and  published  in  The  Traffic  World  of  April  9 
show  that  the  railroads,  in  the  period  from  March  1, 
1920,  when  federal  control  ended,  to  January  1,  1921, 
broke  all  records  in  the  amount  of  freight  handled,  as 
upared  with  the  same  months  in  previous  years,  and 
that  they  operated  with  greater  efficiency  than  ever  be- 
fore. We  do  not  challenge  the  figures,  but  the  question 
naturally  arises:  "Why,  then,  did  the  railroads  make 
such  a  poor  net  revenue  showing,  especially  in  view  of 
the  fact  that,  for  the  last  four  of  the  ten  months,  they 
were  operating  under  the  greatly  advanced  rates  granted 
by  the  Commission's  decision  in  Ex  Parte  No.  74,  and 
that,  for  the  first  eight  of  the  ten  months,  such  roads  as 
cared  to  accept  it  had  a  guaranty  from  the  government?" 
This  is  entirely  aside  from  any  question  as  to  the  net 
revenue  now,  when  the  slump  in  business  has  swept 
•<le  all  calculations.  It  is  not  our  purpose  now  to  at- 
tempt to  answer  this  question  entirely  or  conclusively, 
but  some  observations  on  the  differences  between  what 
is  and  what  was  hoped  for  may  be  interesting  and  val- 
uable. 

There  are  several  outstanding  facts  that  can  be  ex- 
plained only  on  the  theory  that  some  serious  mistakes 
were  made  in  estimates.  It  is  practically  admitted  that 


there  were  such  mi-takes  in  the  estimates  used  in  Ex 
I'arte  No.  74;  also  that  the  Railroad  Labor  Board,  in 
making  its  estimate  as  to  the  effect  of  its  wage  award 
of  July  20,  made  an  error  of  judgment.  Its  mistake  con- 
sisted in  failing  to  make  any  estimate  as  to  the  number 
of  employes  that  would  have  to  be  put  on  the  pay  roll  in 
the  fall  of  1920  to  enable  the  railroads  to  handle  the 
great  tonnage  in  an  efficient  manner — from  August  26  to 
the  end  of  the  year  at  the  highest  rates  known  since 
the  collection  of  statistics  has  been  worthy  of  the  name. 

If  the  railroad  executives  are  criticized  because  the 
actual  results  in  1U20  do  not  bear  even  a  faint  resem- 
blance to  the  results  shown  in  the  exhibits  placed  in  the 
record  in  Kx  I'arte  No.  74,  they  will  probably  retort  that 
they  made  no  estimates  as  to  wages  and  costs  of  materials, 
supplies,  and  eoal  in  1920  in  those  exhibits.  All  they 
did  was  to  make  up  a  constructive  year  and  show  what 
the  result  would  have  been  in  it  had  the  rates  of  wages 
and  costs  of  materials,  supplies,  and  coal  then  prevailing 
been  applied  to  the  tonnage  of  that  constructive  year. 
The  implication  was  that  if  the  rates  of  wages  and  c«-t> 
in  1920  were  no  higher  than  in  the  constructive  year,  in- 
creases in  freight  rates  and  passenger  fares,  by  the  per- 
centages mentioned  by  the  railroad  men,  would  have  to 
be  made  to  enable  them  to  earn  the  six  per  cent  on  the 
value  of  their  property  used  in  transportation  service. 

But  wages,  materials,  supplies,  and  coal  did  go  above 
the  figures  used  for  the  constructive  year.  Coal  was,  on 
an  average,  98  cents  a  ton  higher  than  in  1919  and  the 
constructive  year.  Wages,  retroactive  to  May  1,  were 
increased  21  per  cent  in  July,  the  Labor  Board  esti- 
mated. The  Commission,  when  it  made  its  report  on 
wages  for  the  fourth  quarter  of  1920,  found  that  the 
rate  of  increase  in  wages  amounted  to  20.9  per  cent,  or 
within  a  small  fraction  of  the  increase  as  figured  by  the 
Labor  Board.  However,  neither  the  Railroad  Labor 
Board  nor  any  other  body  figured  that  100.000  more  em- 
ployes would  have  to  be  on  the  pay  roll  in  the  fall  months 
of  1920  than  in  the  spring  months  to  carry  the  traffic 
offered. 

If,  for  the  purpose  of  discussion,  it  be  assumed  that 
the  showing  made  by  the  executives  in  behalf  of  the  in- 
creases granted  the  railroads  in  Ex  Parte  No.  74  was 
intended  as  a  picture  of  what  might  be  expected  after 
the  increases  were  made,  the  executives  made  woeful 
underestimates.  If  the  Railroad  Labor  Board  intended 
to  show  what  the  effect  of  its  decision  would  be  on  the 
future,  then  its  estimates  were  far  from  the  experience. 

Up  to  the  middle  of  November  the  tonnage  held  up 
to  the  high  level  that  was  established  after  the  disap- 
pearance of  the  comparatively  slack  business  in  the 
spring.  It  was  greater  than  in  1919  or  in  the  construc- 
tive year.  In  fact,  the  tonnage  in  December  was  equal 
to  the  tonnage  of  the  corresponding  month  of  1919. 
From  August  26  onward  the  highest  rates  were  in  ex- 
istence. But  the  net  railway  operating  income  in  Sep- 
tember, October,  and  November  was  far  below  what  it 
should  have  been  to  give  a  net  return  of  six  per  cent  on 
the  value  of  the  property  used  in  transportation  service. 
The  showing  for  the  last  four  months  of  1920  was  worse. 
December,  however,  is  excluded  for  the  present  because 
there  was  then  such  a  slump  in  tonnage  that  freight  rates 
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and  passenger  fares,  by  no  stretch  of  the  imagination, 
could  have  been  made  high  enough  to  raise  the  money 
required  to  earn  six  per  cent. 

In  the  three  months,  the  railroads  should  have  earned 
a  net  of  $320,000,000.  Instead,  they  earned  only  $214,- 
000,000.  In  September,  they  should  have  earned  $109,- 
000,000,  but  they  earned  only  $75,000,000.  In  October, 
they  should  have  earned  $112,000,000,  but  they  earned 
only  $85,000,000.  In  November,  they  should  have  earned 
$99,000,000,  but  they  earned  only  $54,000,000.  That  we 
may  have  a  contrast  between  these  three  good  months  in 
the  fall  of  1920 — good  in  a  comparative  sense — the  figures 
for  December,  January,  and  February  are  given.  In  De- 
cember, they  should  have  earned  $86,000,000,  but  they 
earned  only  $10,000,000.  In  January,  they  should  have 
earned  $67,000,000,  but  they  had  a  deficit  of  $1,000,000. 
In  February,  they  should  have  earned  $56,000,000,  but 
they  had  a  deficit  of  $7,000,000.  The  figures  as  to  what 
should  have  been  earned  in  each  month  are  based  on  the 
average  of  the  month's  earnings  in  each  year.  To  en- 
able the  railroads  to  have  a  six  per  cent  return  on  the 
value  of  their  property  devoted  to  transportation  service 
their  net  railway  operating  income  for  a  year  should  be 
$1,134,000,000. 

According  to  figures  on  wages  prepared  by  the  In- 
terstate Commerce  Commission,  the  estimate  of  the  Rail- 
road Labor  Board  that  its  July  award  would  add  $618,- 
000,000  a  year  to  the  pay  roll  of  the  railroads  was  shown 
to  be  at  least  $80,000,000  too  low.  Assuming  that  the 
months  of  September,  October,  and  November  constitute 
one-fourth  of  a  year,  the  part  of  the  $80,000,000  under- 
estimate assignable  to  that  error  is  $20,000,000.  Adding 
that  sum  to  the  net  for  those  three  months  would  bring 
it  up  to  $234,000,000. 

The  Commission's  figures  pertaining  to  operating 
statistics  for  the  year  ended  with  last  December  show 
an  increase  of  98  cents  a  ton  in  the  price  of  coal  used  in 
transportation,  compared  with  1919.  That  means  that 
on  the  113,574,000  tons  used  for  that  purpose  there  was 
an  increase  of  $111,301,000  in  cost  of  coal,  or  $27,828,435 
for  the  three  months  of  September,  October,  and  Novem- 
ber— if  it  be  assumed  that  they  constitute  one-fourth  of 
a  year.  Adding  that  sum  to  the  net  for  the  three  months 
would  bring  it  up  to  $261,000,000,  or  $59,000,000  less 
than  needed  to  assure  the  railroads  a  return  of  six  per 
cent.  But  those  three  months  bring  in  much  more  than 
one-fourth  of  the  net  in  an  average  year,  so  that  the  dif- 
ference between  what  the  roads  earned  and  what  they 
should  have  earned  would  be  considerably  less  than 
$59,000,000  if  the  two  underestimates  could  be  eliminated. 

It  is  a  common  business  experience  that  where  there 
is  an  increase  of  freight  rates  in  prospect,  prices  go  up. 
The  salesmen  always  try  to  get  an  increase  in  prices  be- 
fore the  increase  in  freight  rates  goes  into  effect.  The 
theory  is  that  this  is  the  only  way  the  seller  can  hope 
to  equalize  the  loss  he  will  have  to  stand  when  there 
is  a  reduction  in  prices  or  a  lowering  of  the  freight  rate. 
The  Commission  does  not  keep  separate  figures  on  the 
cost  to  the  railroads  of  materials  and  supplies.  It  is  sus- 
pected, however,  that  the  sellers  of  materials  and  sup- 
plies anticipated  the  increase  in  the  cost  of  production 


that  would  be  caused  by  an  increase  in  freight  rates. 
This  increase  in  the  cost  of  material  and  supplies,  there- 
fore, may  account  for  a  considerable  part  of  the  differ- 
ence between  what  was  hoped  for  and  what  was  actually 
received. 

Aside,  however,  from  all  the  speculation  as  to  under- 
estimates by  the  railroad  executives  and  the  Railroad 
Labor  Board,  there  are  a  number  of  facts  for  which  no 
explanation  has  yet  been  made.  One  is  that  the  average 
increase  in  freight  rates,  amounting  to  about  35  per  cent 
for  the  country  as  a  whole,  produced  an  increase  in  the 
net  ton-mile  earning  of  only  about  25  per  cent.  Whether 
that  smaller  increase  in  the  ton-mile  is  due  to  a  change 
in  the  character  of  the  traffic  or  to  something  not  now 
suspected,  we  do  not  know.  We  do  know,  however,  that 
an  increase  in  rates  does  not  necessarily  produce  a  like 
increase  in  revenue,  even  when  measured  in  ton-miles 
and  not  in  actual  dollars. 

Some  back  pay  is  contained  in  the  expense  accounts 
of  the  carriers  for  September,  October,  and  November, 
and  some  freight  bills  for  August  were  not  audited  until 
later  months,  so  that  the  figures  for  the  three  months  are 
not  exactly  reflective  of  conditions.  For  working  pur- 
poses, however,  we  believe  they  are  usable. 


WASHINGTON  LINE  ABANDONED 

The  Traffic  World  Washington  Bureau 

Abandonment  by  the  Spokane  &  British  Columbia  Railway 
Company  of  its  36.30  miles  of  railroad  between  Danville  and 
Republic,  in  Ferry  County,  Washington,  has  been  authorized 
by  the  Interstate  Commerce  Commission.  No  objection  was  en- 
tered to  the  proposed  abandonment  and  the  public  service  com- 
mission of  Washington  recommended  that  the  carrier's  applica- 
tion be  granted. 

"The  line  in  question,"  the  Commission  said,  "which  is  the 
entire  railway  line  of  the  applicant  and  extends  from  Danville 
to  Republic,  Washington,  36.30  miles,  was  built  and  placed  in  opera- 
tion in  1903,  primarily  for  the  purpose  of  serving  certain  mining 
properties  at  Republic,  which  was  then  about  40  miles  from  any 
line  of  railroad.  Before  operation  was  begun,  however,  a  parallel 
line  was  built  by  the  Great  Northern  Railroad  Company,  passing 
through  the  same  communities  and  not  more  than  two  miles 
distant,  at  any  point,  from  applicant's  line.  This  competing  road 
was  able  to  give  direct  connection  to  Spokane  by  a  haul  of  178 
miles,  as  compared  with  applicant's  haul  of  379  miles  by  way 
of  its  connections  in  Canada.  Partly  by  reason  of  this  com- 
petition and  partly  because  the  output  of  some  of  the  mines  has 
not  fulfilled  early  expectations,  the  applicant  has  never  obtained 
sufficient  traffic  to  support  its  line.  The  only  interests  served 
by  the  applicant  which  are  not  also  served  by  its  competitor 
are  three  mines,  which  the  latter  would  be  able  to  reach  by  the 
construction  of  a  short  spur  track.  These  mines  are  now 
reached  by  the  latter  over  the  applicant's  track  and  it  is  stated 
that  some  arrangement  will  be  made  to  transfer  the  right-of- 
way,  and  possibly  that  portion  of  track  itself,  to  the  Great  North- 
ern Railroad. 

"For  the  year  1918  applicant's  total  passenger  revenues 
amounted  to  $271.75  and  only  13,142  tons  of  freight  were  handled, 
of  which  13,038  tons  consisted  of  ores  and  forest  products.  In 
1919  the  total  operating  revenues  were  $9,382,  while  the  opera- 
tion expenses  were  $42,193.  Operating  expenses  have  exceeded 
operating  revenues  in  every  year  since  1909,  and  for  the  entire 
period  from  June  30,  1909,  to  December  31,  1919,  the  operating 
ratio  was  258.2  per  cent.  The  applicant  is  insolvent,  but  current 
indebtedness,  it  is  stated,  will  be  provided  for  by  those  in 
charge  of  its  liquidation." 


HEARING   POSTPONED 

Owing  to  the  non-appearance  of  attorneys  for  the  Director- 
General  at  the  hearing  on  No.  12189,  Indiana  Reduction  Co.  vs. 
Director-General,  before  Examiner  McQuillan  in  Chicago,  April 
12,  the  hearing  was  indefinitely  postponed.  A  wire  from  the 
Director-General's  office  had  been  received  stating  that  Royal 
McKenna,  to  whom  the  case  had  been  assigned,  was  unable  to 
leave  Washington  and  that  a  substitute  would  be  sent.  After 
waiting  in  vain  for  some  time  the  examiner  ordered  the  hearing 
postponed. 


April  16,  1921 
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Handing's  Declaration  as  to  Rates  and  Operating  Cost*. — 
President  Harcling's  declaration  in  his  message  that  railway 
niti-H  and  costs  of  operation  must  be  reduced  may,  and  then 
again  it  may  not,  be  considered  in  conferences  of  the  Commis- 
sion. A  declaration  of  that  kind  can  hardly  be  considered,  in 
a  law  sense,  as  something  that  the  Commission  must  notice. 
The  law  provides  a  definite  method  for  reducing  rates  and  also 
for  reduction  in  the  costs  of  operation.  The  definite  way  IB 
to  file  a  complaint  before  the  Commission  as  to  rates.  The 
definite  way  for  reducing  wages,  as  the  chief  item  in  the  cost 
of  operation,  is  to  apply  to  the  Railroad  Labor  Board.  There 
are  many  complaints  before  the  Commission  asking  for  reductions 
in  rates.  The  railroad  executives  have  asked  the  Labor  Board 
for  permission  to  reduce  wages  and  to  abrogate  the  national 
agreements.  The  complaints  on  file  with  the  Commission  could 
be  used  to  reduce  every  rate  in  the  country.  President  Harding 
has  not  the  power  to  command  either  the  Commission  or  the 
Labor  Board  to  do  anything.  They  are  not  parts  of  the  executive 
branch  of  the  government.  Both  are  creatures  of  the  law- 
making  body.  However,  the  President  has  the  power  to  change 
the  personnel  of  the  two  bodies,  by  and  with  the  advice  and 
consent  of  the  Senate  .The  law  gives  commissioners  and  board 
members  definite  terms  of  office.  Malfeasance  in  office  is  the 
only  reason  for  which,  under  the  terms  of  the  law,  the  President 
can  remove  one  of  them  from  office.  But,  in  the  event  he  should 
send  to  the  Senate  the  name  of  a  man  to  take  the  place  of  a 
member  whose  term  had  not  expired,  and  the  Senate  should 
confirm  that  nomination,  there  is  reason  to  believe  that  the 
courts  would  hold  that  the  man  so  displaced  had  been  removed 
just  as  definitely  as  if  the  President  had  told  him  that  because 
he  had  done  something  wrong  he  had  decided  to  remove  him 
from  office.  No  one,  however,  has  any  idea  that  President  Har- 
ding and  the  Commission  could  ever  come  into  such  a  conflict 
that  the  President  would  think  of  resorting  to  that  method  of 
obtaining  a  Commission  that  would  regard  his  declaration  that 
"railway  rates  must  be  reduced"  as  an  order  to  be  obeyed.  In 
the  event  that  the  commissioners  do  consider  that  part  of  the 
message  in  their  conferences,  it  is  believed  they  will  regard  the 
language  as  advisory  rather  than  as  having  the  character  of 
an  order.  President  Wilson,  in  1914,  expressed  the  belief,  not 
in  a  message,  but  in  conferences  with  newspaper  correspondents 
and  public  men,  that  the  railroads  needed  higher  rates  and  he 
hoped  the  Commission  could  see  its  way  clear  to  grant  their 
request  for  a  five  per  cent  increase.  The  Commission  every  day 
is  receiving  written  and  oral  requests  for  reductions  in  rates. 
The  day  after  the  President  read  his  message,  Senator  Fletcher 
led  a  delegation  to  Chairman  Clark's  office  requesting  a  reduc- 
tion in  the  rates  on  fruits  and  vegetables  and  an  increase  in  the 
speed  of  the  service,  so  as  to  bring  about  a  third  morning  de- 
livery of  vegetables  from  Florida  in  New  York  and  a  second 
morning  delivery  in  Philadelphia,  because,  the  Florida  people 
are  contending,  the  rates  are  now  so  high  that  Florida  vegetable 
growers  find  it  more  to  their  advantage,  having  an  eye  to  the 
future,  to  plow  under  their  vegetables  and  use  them  as  fertilizer 
than  to  undertake  to  gather  them  and  send  them  to  market. 
Similar  requests  for  reduction  in  rates  and  increase  in  the 
speed  of  trains  have  been  made  by  Texas  fruit  and  vegetable 
growers.  Formal  complaints  by  California  citrus  growers  ask- 
ing, in  effect,  the  same  thing  have  gone  to  the  point  of  argument 
before  the  Commission.  William  E.  Lamb,  weeks  ago,  told  the 
Commission  that  on  lemons,  for  instance,  the  rates  were  higher 
than  the  selling  price  of  Sicilian  lemons  in  New  York.  Wool 
growers  and  wool  buyers,  the  latter  in  Boston,  have  suggested 
that  the  Commission  initiate  an  inquiry  with  a  view  to  deter- 
mining whether  the  rates  are  not  too  high.  The  Boston  Wool 
Association  has  prepared  a  formal  complaint  asking  for  a  re- 
duction. Frank  J.  Haganbarth  of  Salt  Lake  City,  president  of 
the  National  Wool  Growers'  Association,  while  his  name  was 
supposed  to  be  on  the  President's  slate  for  appointment  to  the 
Commission,  joined  with  the  Boston  wool  buyers  in  a  suggestion 
to  the  Commission  that  there  should  be  a  reduction  in  rates  on 
wool  equal  to  the  increase  granted  in  Ex  Parte  No.  74,  which, 
from  Utah  to  Boston,  was  33%  per  cent.  Among  the  arguments 
used  by  the  wool  men  was  that  western  wool  growers,  on  ac- 
count of  the  reduction  in  coast-to-coast  water  rates  via  the 
Panama  Canal,  may  now  ship  via  San  Francisco  and  other  Pa- 
cific ports  at  rates,  exclusive  of  marine  insurance,  $79  less  than 
the  all-rail  rates.  They  prefer,  however,  all-rail  transportation 
as  a  little  faster  and  safer,  but  not  so  much  safer  and  faster  as 
to  warrant  indefinite  use  of  the  all-rail  routes.  The  records 
of  the  Commission,  therefore,  contain  plenty  of  material  for 
proceeding  with  reductions  in  rates.  But  Chairman  Clark,  in 
his  speeches  and  letters,  has  pointed  out  that  rates  cannot  be 
reduced  unless  there  is  also  a  reduction  in  operating  costs.  He 


IIHH  not  »ald  wage*  must  be  reduced,  but.  inasmuch  M  wagM 
constitute  the  chief  Iti-m  in  the  cost  of  operation,  the  conclusion 
drawn  from  his  remarks  ha»  been  that  the  Communion  expect* 
either  the  railroad  executives  or  the  Labor  Board  to  go  first  in 
the  procession  for  lowering  the  cost  of  transportation  to  the 
man  who  In  alleging  he  cannot  get  to  market  with  his  produce 
because  the  railroad   rates  are  so  high.    The  Commission  has 
the  power  to  start  another  ex  parte  proceeding  for  the  reduction 
of  railroad  rates,  just  as  it  started  a  proceeding  for  increasing 
them  when  the  interstate  commerce  law  was  amended  so  as  to 
. •IIIIMIWIT   it    to  "initiate   and   establish  rates"  adequate  to  give 
the  railroads  six  per  cent  on  the  value  of  their  property  deroted 
to  transportation.    The  facts  thus  far  shown  are  that  the  rates 
initiated  by  the  Commission   In  Ex  Parte  No.  74  are  not  high 
enough  to  yield  six  per  cent,  even  when  the  maximum  tonnage 
is  handled  at  the  maximum  of  efficiency.    Heavy  tonnage  and 
maximum  efficiency  existed  last  September,  October  and  Novem- 
ber  but  the  return  was  markedly  below  six  per  cent    That  i 
uation,  it  is  believed,  caused  Chairman  Clark  to  take  the  posit 
that  it  is  hardly  worth  while  to  think  of  reducing  rates  while 
the  cost  of  operation  remains  so  high.    That  it  is  the  general 
conviction  among  those  who  follow  rate  matters.   Is  why  t 
Commission,  in  Its  advice  to  the  railroads  in  the  matter  of  rate 
on  grain,  warned  them  to  have  a  care  in  what  they  did 
suggested  definite  limits  for  reductions. 


The    President's    Message    Clear.— All   Washington   agreed   on 
one    thing    when    President    Harding   had    finished    reading 
message  to  Congress.     It  was  that  no  one  need  wonder  whi 
he  meant.    The  only  legitimate  wonder  seemed  to  be  as 
things  could  be  done.    No  one  pretended  to  be  unable  t 
stand  when  he  said  railway  rates  and  costs  of  operation 
be  reduced.     No  one  pretended  to  misunderstand   his  coni 
nation  of  the  League  of  Nations  or  the  plea  that  t 
States  become  a  member  thereof.    No  one  pretended  to  misund, 
stand  his  reference  to  laws  that  hamper  the  operation  of  Am. 
Scan  ships     No  one  pretended  inability  to  grasp  the  significance 
of  his  declaration  that  it  is  folly  to  spend  millions  in  the  coi 
struction  of  roads  without   making  coincident   preparation   f 
maintenance.      Senator   Hitchcock,   leader   of   those    who   deal 
the  ratification  of  the  League  of  Nations  part  of  the  treaty 
Versailles,    said   the   message   was   disappointing   to   tho» 
like  himself,  desire  the  ratification  of  that  part. 
that   President  Harding  expected   to   disappoint   Senator 
cock  and  his  like.    His  campaign  last  fall  seemed  to  have  1 
made  with  a  view  to  disappointing  them.    The  older  newspapei 
men,  especially  those  who  have  known  him  or  about 
twenty  or  thirty  years,  were  inclined  to  a  swelling  of  the  chest 
because  the  message  was  so  understandable.    They  were  inclinec 
to  attribute  its  directness  to  his  training  as  a  writer,  not  onl, 
of  editorials,   but  of   news   reports.     One   thing  generally   com 
mented  on  was  that,  while  the  message  rubbed  the  fur  of 
opposition   in   the   reverse  direction   about   as   emphatically    as 
could  be,  it  was  not  done  in  the  way  that  brings   resentmenl 
Another  thing  noted   was  that   Harding,  as  president,   was 
speaking  more  pointedly  than  Harding,  the  candidate, 
the  thing  is  the  other  way  about,  conservatism,  so-called,  com 
ing  with  responsibility.    Usually,  also,  by  the  time  a  new  presi 
dent  delivers  his  first  message  to  Congress  there  i 
the  pointedness  and  volume  of  which  cannot  be  ignored, 
ing,   it  was  suggested,  is  more   fortunate   in   that   respect 
many  of  his  predecessors  in  office. 


Commission's  Attitude  Toward   Short  Lines.— The  attitude  of 
the   Commission   toward   the  short  lines,   even   when   t 
free  from  the  taint  of  industrial  proprietorship,  serves  as  a  con- 
stant reminder  of  what  Commissioner  Prouty  said   in  I 
called   concurring  opinion   in   the  tap  line  case.     He  took 
ticular  pains  to  set  forth  a  conviction  that,  unless  some  encour 
agement  was  given  to  capital  to  go  into  undeveloped  pal 
the  country,  building  railroads  and  mills,  railroad  construction 
would  be  left  entirely  in  the  hands  of  the  trunk  lines,  the  1 
terest  of  which   is   not  to  extend   their   rails.     He   warned 
Commission  that  depriving  tap  lines  of  divisions  enabling  t 
to  live  would  shut  off  the  construction  of  new  railroads, 
attitude  of  the  Commission   toward   them   since  that  time  to 
become  worse,  if  anything,  than  it  was  then.    When  a  short  line, 
industrial  or  otherwise,  gets  anything  in  the  way  of  reasonably 
compensatory  divisions  by  order  of  the  Commission,  i 
to  get  it  because  its  case  is  so  overwheming  that  an  unfavor- 
able decision  from  the  Commission  would  almost  force  a  court 
to  say  that  it  had  acted  in  the  face  of  the  evidence.    The  recom- 
mendation of  the  examiner  In  the  case  of  the   Morgantown  £ 
Wheeling  seems  to  reflect  the  attitude  of  the  Commission.   That 
body  said  that  divisions  should  be  increased  by  the  percentage 
of  increases  It  allowed  in  rates.     The  examiner,  however,  felt 
constrained  to  recommend  that  the  short  line  be  required   to 
prove  that  it  "earns"  the  division  it  is  receiving,  or  something 
less.     A  division   is  supposed   to  be  a  matter  of  bargain  and 
sale  between  railroads.     The  law  steps  in  only  when  a  road  Is 
so  weak  it  can  hardly  expect  its  big  neighbor  to  do  justice.    In 
industrial  railroad  cases,  the  Commission  is  supposed  to  have 
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power  only  to  stop  rebating.  It  is  believed,  however,  that  not 
once  did  the  Commission  deny  higher  divisions  on  the  avowed 
ground  that  they  would  constitute  rebates.  Besides,  it  has  been 
suggested,  even  if  it  might  be  of  the  opinion  that  a  division  con- 
stituted a  rebate,  its  opinion  would  not  be  conclusive.  Tender- 
ness for  the  revenues  of  trunk  lines,  it  is  believed,  is  the  cause 
of  the  unwillingness  to  allow  short  lines  any  greater  divisions, 
and  the  tendency  to  act  as  if  the  law  had  given  to  it  the  policy 
of  deciding  that,  in  effect,  a  part  of  a  given  short  line  was  not 
entitled  to  live  and  that,  therefore,  it  would  base  divisions  on 
the  value  of  the  part  of  the  line  used  in  getting  traffic  to  the 
trunk  line  junction.  Such  a  policy,  it  is  believed  by  many, 
may  result  not  only  in  preventing  further  extension  of  the  rail- 
road system  of  the  country,  but  actually  in  the  destruction  of 
thousands  of  miles  of  railroads  now  in  operation  and  the  arrest 
of  the  development  of  the  parts  of  the  country  served  by  them. 


Railroad  Rates  and  the  Customs  Tariff. — For  the  first  time 
in  history  the  railroad  rates  in  this  country  and  those  in  other 
countries  are  likely  to  be  taken  into  consideration  by  the  makers 
of  the  customs  tariff  law.  President  Harding  and  Secretary 
Hoover  have  been  talking  about  them  in  such  way  that  it  is 
altogether  probable  that  Chairman  Fordney  will  think  of  them 
as  he  writes  the  customs  tariff  bill.  Mr.  Fordney  has  found  out 
that  it  is  possible  to  obtain  a  statement  of  typical  rates  on 
typical  products  in  a  comparatively  short  time.  It  is  probable 
that  until  a  Traffic  World  man  gave  him  a  rate  compilation  to 
Illustrate  a  point  he  desired  to  make,  no  man  on  the  ways  and 
means  committee  ever  suspected  it  would  be  possible  to  make 
a  picture  of  a  rate  structure  showing  what  it  would  cost  to  put 
goods  from  given  ports  to  designated  points  in  the  interior. 
Now  he  and  other  members  of  the  ways  and  means  committee 
know  that  fact.  They  will  probably  ask  witnesses  who  appeal- 
before  them  asking  for  protective  tariff  duties  to  show  the  rates 
from  the  ports  into  the  interior,  and  vice  versa.  They  are  also 
likely  to  ask  for  the  rates  in  Europe  to  the  ports  of  exit,  so  as 
to  enable  them  to  figure  about  what  customs  rates  will  be  needed 
to  put  the  foreign  manufacturer  at  a  slight  disadvantage  in  his 
competition  with  the  American.  This  introduction  of  rail  rates 
into  customs  tariff  discussion  is  something  new  and  may  give 
the  compilers  of  rail  rates  work  in  connection  with  a  customs 
tariff  revision  such  as  they  have  never  before  been  called  upon 
to  do. 


Cabinet  Officers  in  the  Senate. — Senator  McLean  of  Connecti- 
cut has  introduced  a  bill  giving  cabinet  officers  seats  in  the 
Senate  and  a  right  to  speak  on  bills  relating  to  subjects  handled 
by  their  departments.  Thereby  he  has  revived  a  scheme  that 
Is  almost  as  old  as  the  government  of  the  United  States.  Law- 
makers, for  generations,  have  desired  to  have  cabinet  officers 
occupy  seats  in  one  or  both  chambers,  so  they  could  shed  light 
on  subjects  under  discussion.  Time  after  time  that  proposition 
has  been  put  forward  and  advocated  on  the  ground  that,  inas- 
much as  European  legislative  bodies  have  the  advice  of  cabinet 
officers  who  occupy  seats  on  the  floor,  American  lawmakers 
should  have  the  same  kind  of  help.  Senator  McLean  is  prob- 
ably conscious  of  the  fundamental  difference  between  an  Ameri- 
can cabinet  officer  and  a  member  of  a  European  cabinet,  but 
if  he  is,  it  has  not  prevented  his  introduction  of  the  bill.  In 
Europe  the  cabinet  officer  is  the  servant  of  the  legislative  body. 
In  America  the  cabinet  officer  is  the  servant  of  the  President. 
Europe  has  what  are  known  as  "responsible"  governments.  In 
the  United  States  the  government  is  "irresponsible."  The  Euro- 
pean cabinet  is  responsible  to  the  legislative  body.  In  America 
the  cabinet  is  responsible  to  the  chief  executive.  It  is  a  rigid 
cabinet  in  the  sense  that  it  remains  in  office  no  matter  if  every 
vote  in  the  legislative  body  be  cast  against  something  it  may 
advocate.  In  Europe  the  cabinet  resigns  when  it  cannot  com- 
mand a  majority  in  the  legislative  body.  In  Europe  the  cabinet 
is  called  the  government,  instead  of,  as  in  the  United  States, 
the  administration.  The  McLean  bill,  in  effect,  signifies  a  desire 
to  have  the  President  sit  in  the  Senate  so  that  it  can  ask  him 
questions  at  all  times  and,  in  fact,  become  its  servant,  instead 
of  the  head  of  a  co-ordinate  branch  of  the  government,  with  his 
duties  defined  by  the  Constitution.  The  legal  presumption  is 
that  when  a  cabinet  officer  acts,  the  President  acts.  A.  E.  H. 


CLAIMS  UNDER  FEDERAL  CONTROL 

The  Traffic   World  Washington  Bureau 

It  is  not  improbable  that  when  Senator  Cummins  acts  on 
his  promise,  to  introduce  a  bill  to  extend  the  time  for  filing  over- 
charge claims  accruing  under  federal  control,  he  will  be  asked 
to  change  not  only  the  language  pertaining  to  overcharge  claims, 
but  also  that  pertaining  to  undercharges.  When  Congress  re- 
vised the  interstate  commerce  act  shippers  paid  more  attention 
to  section  15  (a)  than  they  did  to  other  parts  of  the  act,  in  some 
of  which  they  perhaps  had  a  more  vital  interest. 

In  section  424  of  the  transportation  act,  Congress  re-wrote 

ction  16  of  the  act  to  regulate  commerce,  which  is  now  offi- 

Uly  known  as  the  interstate  commerce  law.     In  doing  that  it 

changed  the  rule  laid  down  in  the  Louisville  cement  case   which 


was  that  the  cause  of  action  for  the  filing  of  complaints  alleg- 
ing a  rate  to  be  unreasonable  arose  when  the  charges  under 
that  rate  were  collected,  so  as  to  make  it  read  that  the  cause 
of  action  arose  when  the  freight  was  delivered  or  tender  thereof 
had  been  made. 

Congress  also  said,  in  that  same  sixteenth  section,  paragraph 
3  (section  424  of  the  transportation  act),  that  actions  for  the  re- 
covery of  the  charges  or  any  part  thereof  of  a  carrier  should  be 
filed  within  three  years,  and  not  thereafter. 

Those  two  amendments  put  the  shipper  back  to  the  situation 
in  which  he  was  prior  to  the  Supreme  Court's  decision  in  the 
Louisville  cement  case,  in  so  far  as  the  filing  of  complaints  al- 
leging an  unreasonable  rate  and  the  bringing  of  suits  for  tho 
collection  of  undercharges  are  concerned. 

Under  the  interpretation  placed  on  the  section  pertaining 
to  the  filing  of  claims  for  overcharges,  made  by  the  Railroad  Ad- 
ministration as  to  claims  arising  under  federal  control,  ship- 
pers who  did  not  get  their  claims  to  the  files  of  the  Commis- 
sion prior  to  March  1  have  lost  their  opportunity  to  ask  for  re- 
turn of  money  by  the  Administration.  That  interpretation,  of 
course,  did  not  close  the  door  of  any  court  to  any  shipper  dis- 
posed to  make  the  question  one  for  judicial  action,  but  it  did 
close  the  doors  of  the  Railroad  Administration.  In  view  of  the 
promise  of  Senator  Cummins  to  introduce  a  bill  extending  the 
time  for  the  filing  of  overcharge  claims  if  the  Railroad  Adminis- 
tration did  not  change  its  ruling,  however,  it  is  not  considered 
probable  that  any  shipper  will  go  to  court. 

As  the  matter  now  stands  a  shipper  may  be  sued  on  the 
ground  that  he  did  not  pay  the  full  legal  rate  at  any  time  with- 
in three  years  from  some  particular  time,  but  he  cannot  claim 
an  overcharge  or  allege  an  unreasonable  rate  for  so  long  a 
period.  The  transportation  law  gives  the  Railroad  Administra- 
tion and  the  carriers  three  years  in  which  to  begin  suits,  but 
the  shipper  only  one  year  in  which  to  file  claims  for  reparation. 
Under  the  interpretation  of  the  Railroad  Administration,  the 
shipper  also  had  only  one  year  from,  the  end  of  federal  control 
in  which  to  file  claims  alleging  overcharges. 

As  to  when  the  three  year  limitation  on  the  right  of  filing 
suit  in  a  court  began  to  run,  Luther  M.  Walter  has  given  an 
opinion  to  the  National  Industrial  Traffic  League  that  it  began 
to  run  March  1,  1920,  and  that,  therefore,  suits  alleging  under- 
payment can  be  filed  until  the  last  day  of  February,  1923,  while 
on  complaints  alleging  unreasonable  rates  or  overcharges  the 
shipper  has  been  down  and  out  since  February  28  last,  and  will 
continue  to  be  so  unless  Congress  extends  the  period  in  which 
claims  may  be  filed. 

Prior  to  federal  control,  shippers  had  succeeded  in  having 
some  of  the  lop-sidedness  of  the  law  taken  off  through  the  deci- 
sion in  the  Louisville  cement  case.  Now,  however,  as  to  claims 
arising  under  federal  control  the  shipper  is  worse  off  that  ever 
before. 

The  only  limitation  on  the  Railroad  Administration's  right 
to  bring  suits  three  years  after  the  end  of  federal  control  is 
that  the  statute  of  limitations  in  some  state  may  have  barred 
a  suit  before  Congress  passed  the  transportation  act.  Mr.  Walter 
is  of  the  opinion  that  the  transportation  act  cannot  revive  a 
right  so  barred. 

Some  question  as  to  the  constitutionality  of  section  424  was 
raised  but  Mr.  Walter,  in  his  opinion,  held  that  it  was  valid 
and  that  it  applied  to  undercharges  accruing  on  shipments  prior 
to  February  28,  1920.  He  further  held  that  the  carriers  have 
until  February  28,  1923,  to  bring  suits,  unless  barred  by  some 
state  statute  of  limitations  on  February  28,  1920. 


COMMISSION  AND  BOARD  VACANCIES 

The  Traffic  World  Washington  Bureau 

Appointment  of  the  new  Shipping  Board  probably  will  be 
announced  by  President  Harding  some  time  next  week.  James 
A.  Farrell,  president  of  the  United  States  Steel  Corporation,  it 
is  rumored,  will  be  the  chairman  of  the  board,  but  White  House 
officials  declined  to  say  anything  on  the  subject.  Mr.  Farrell, 
it  was  said,  was  considering  accepting  the  chairmanship  for  one 
year.  Considerable  doubt  existed  as  to  the  make-up  of  the  re- 
mainder of  the  board,  numerous  candidates  having  been  sug- 
gested as  members. 

Those  interested  in  the  appointment  of  E.  I.  Lewis,  chairman 
of  the  public  service  commission  of  Indiana,  as  a  member  of 
the  Interstate  Commerce  Commission,  regarded  his  selection  by 
President  Harding  as  practically  a  certainty.  Mr.  Lewis  has 
been  presented  to  the  President  and  his  appointment  has  been 
urged  by  Senator  New  of  Indiana. 

It  was  also  believed  that  the  other  vacancy  on  the  Com- 
mission might  be  filled  by  the  appointment  of  Frank  Haganbarth 
of  Salt  Lake  City,  although  the  information  concerning  this 
appointment  was  not  as  definite  as  that  with  respect  to  Mr. 
Lewis. 

The  President,  April  14,  renominated  John  J.  Esch  as  a 
member  of  the  Commission.  That  action  was  necessary  because 
the  Senate  failed  to  confirm  the  original  nomination  at  its  special 
session  and  also  because  Mr.  Esch  received  a  recess  appointment. 
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Decisions  of  Interstate  Commerce  Commission 


S.  TACOMA  SWITCHING  CHARGE 

In  a  report  on  I.  and  S.  No.  1246,  Switching  Charge  from 
and  to  South  Tacoma,  Wash.,  opinion  No.  6772,  61  I.  C.  C.  128- 
31,  the  Commission  has  held,  with  Commissioners  Hall  and 
Daniels  dissenting,  that  the  Great  Northern  and  the  Northern 
Pacific  have  not  justified  their  proposal  to  increase  the  switching: 
charge  to  and  from  South  Tacoma  from  $6.50  to  $8  a  car.  The 
increase  would  have  applied  on  carload  traffic  between  South 
Tacoma  and  points  on  the  Great  Northern  not  reached  by  the 
Northern  Pacific,  in  Washington,  Idaho,  the  Dakotas,  Iowa,  Wis- 
consin, and  Minnesota.  The  proposed  increase,  In  so  far  as  It 
would  apply  on  Washington  intrastate  traffic,  was  suspended  by 
the  public  service  commission  of  Washington.  The  federal  and 
Washington  commissions  held  a  joint  hearing  on  the  subject. 

A  trackage  contract  between  the  two  northern  trans-conti- 
nental lines  provides  that  the  Great  Northern  shall  neither  re- 
ceive nor  deliver  shipments  at  South  Tacoma.  Its  traffic  destined 
to  or  originating  at  South  Tacoma  is  interchanged  with  the 
Northern  Pacific  at  Tacoma. 

In  1913  the  Commission  established  an  arbitrary  of  $5  a 
car  on  traffic  to  or  from  South  Tacoma.  The  carriers  have  ob- 
tained the  benefit  of  only  one  of  those  increases.  By  means  of 
the  suspended  tariffs  they  undertook  to  apply  the  second  increase 
now. 

Commissioner  Hall,  in  his  dissent,  said  that  if  the  $5  arbi- 
trary was  reasonable  in  1913,  the  two  25  per  cent  increases,  one 
made  in  1918  and  the  other  sought  to  be  made  now,  would  re- 
sult in  a  reasonable  arbitrary  now,  hence  his  dissent  from  the 
conclusion  that  the  present  proposed  25  per  cent  increase  had 
not  been  justified. 


COAL,  CUMBERLAND  R.  R.  TO  S.  E.  POINTS 

The  Commission  has  forbidden,  in  a  report  on  I.  &  S.  No. 
1247,  coal  from  Cumberland  Railroad  to  southeastern  points, 
opinion  No.  6760,  61  I.  C.  C.,  80-4,  a  20-cent  increase  in  the  joint 
rates  on  coal  from  mines  on  the  Cumberland  Railroad  to  destina- 
tions on  the  Louisville  &  Nashville  and  connections  in  Ten- 
nessee, Virginia,  the  Carolinas,  Georgia,  Florida  and  Alabama. 
The  suspended  schedules  proposing  the  20-cent  advance,  which 
were  to  have  become  effective  November  27,  1920,  are  to  be 
canceled  on  or  before  May  10,  as  not  having  been  justified. 

Dissatisfaction  of  the  Louisville  &  Nashville  with  the  finan- 
cial return  to  it  from  coal  delivered  to  it  by  the  Cumberland 
Railroad  Company  appeared  to  be  the  reason  for  the  proposed 
increase.  It  said  that  divisions  to  the  Cumberland  were  larger 
than  the  arbitrary  over  the  junction  rates  applied  to  coal  from 
mines  on  that  railroad.  The  schedules  were  suspended  on  the 
protest  of  the  Southern  Apalachia  Coal  Operators'  Association. 
The  operators  contended  that  the  unprofitableness  of  the  busi- 
ness from  mines  on  the  Cumberland  Railroad  was  traceable  to 
the  inadequacy  of  the  supply  of  coal  cars.  The  Commission 
did  not  accept  that  diagnosis  of  the  trouble.  It  pointed  out  that 
the  deficit  of  the  Cumberland  in  a  period  when  the  car  supply 
was  only  40  per  cent  of  the  demand  was  $10,223,  while  the  deficit 
was  $40.087  in  a  period  when  the  car  supply  averaged  90  per 
cent.  It  remarked  that  the  question  of  car  supply  must  be 
considered  in  its  relation  to  the  demand  for  coal.  It  said  that 
the  record  showed  a  ready  market  for  all  coal  produced  on  the 
Cumberland  prior  to  December,  1920,  while  the  car  supply  was 
inadequate  and  a  lessened  demand  for  coal  thereafter  when  the 
car  supply  was  adequate.  The  Commission  said  that  the  question 
of  divisions  was  not  in  issue.  Therefore  it  passed  only  on  the 
question  of  the  reasonableness  of  the  proposed  higher  rates. 


RATES  ON  PACKING  HOUSE  PRODUCTS 

The  Commission  has  dismissed  No.  9355,  John  Morrell  & 
Company  vs.  C.  B.  &  Q.  et  al.,  opinion  No.  6775,  61  I  C.  C.  153  8. 
In  the  report,  written  by  Commissioner  Hall,  to  which  a  dissent 
was  filed  by  Commissioner  Eastman,  the  Commission  held  that 
the  commodity  rates  in  excess  of  the  class  rates  charged  on 
many  carload  shipments  of  packing  house  products  from 
Ottumwa,  la,  to  Memphis,  Tenn.,  on  and  after  November  17, 
1913,  were  not  unreasonable.  In  its  complaint,  Morrell  &  Com- 
pany alleged  that  the  joint  commodity  rate,  31  cents,  charged 
on  and  after  November  17,  1913,  was  unreasonable  to  the  extent 
and  because  it  exceeded  25.5  cents.  By  supplemental  complaint 
filed  in  September,  1918,  prior  to  the  hearing,  the  Director-Gen- 
eral was  made  a  defendant  and  the  increased  rate  of  39  cents, 
effective  June  25,  1918,  was  similarly  assailed.  At  the  hearing 
Morrell  &  Company  conceded  the  propriety  of  the  percentage 
increase  applied  after  June  25,  1918,  but  asked  reparation  to 
the  basis  of  32  cents,  which  was  the  25.5-cent  rate  increased  25 
per  cent 


The  report  says  that  packing  house  products  generally  are 
rated  fifth  class  in  Western  territory.  From  November  17,  1913, 
to  June  25, 1918,  the  fifth  class  from  Ottumwa  to  Memphis  over  the 
routes  of  movement  was  29  cents,  minimum  26,000  pounds.  That 
rate  and  minimum  continued  up  to  August  6,  1919,  when  the 
minimum  was  made  30,000  pounds.  The  minimum.  In  connec- 
tion with  the  commodity  rate,  was  26,000  pounds  until  July  30, 
1919,  when  it  also  was  increased  to  30,000  pounds.  On  June 
25,  1918,  the  class  rate  was  Increased  to  36.5  cents  and  the  com- 
modity rate  was  39  cents.  March  6,  1919,  the  commodity  rate 
was  reduced  to  the  amount  of  the  class  rate.  Refund  was  made 
to  the  complainant  to  the  basis  of  36.5  cents  on  shipments  made  on 
and  after  June  25,  1918,  although,  as  Commissioner  Hall  said, 
the  39-cent  commodity  rate  bad  been  specifically  published  and 
was  applicable. 

Commissioner  Hall  tested  the  commodity  rate  by  ton  mile 
and  car  mile  figures  and  came  to  the  conclusion  that  the  com- 
modity rate  higher  than  the  class  rates  had  not  been  shown  to 
be  unreasonable. 

Commissioner  Eastman,  in  his  dissent,  expressed  the  con- 
viction that  the  testimony  warranted  a  finding  of  unreasonable- 
ness. He  pointed  out  that  in  Rath  Packing  Co.  vs.  Director- 
General,  56  I.  C.  C.  303  and  59  I.  C.  C.  427,  the  Commission 
found  that  the  commodity  rates  on  packing  house  products 
from  Waterloo,  la.,  to  Minneapolis  and  St.  Paul  were  unreason- 
able to  the  extent  that  they  exceeded  the  contemporaneous 
fifth  class  rates,  although  the  fifth  class  rates  were  "relatively 
low."  He  pointed  out  that  that  finding  was  in  consonance  with 
carrier  practice  generally  and  with  prior  decisions  of  the  Com- 
mission. He  used  a  table  to  show  that  after  the  reduction  of 
the  packing  house  rate,  from  Ottumwa  to  Memphis  to  the  fifth 
class  basis,  the  fifth  class  between  Ottumwa  to  Memphis  was  not, 
as  in  the  case  of  the  fifth  class  between  Waterloo  and  Minne- 
apolis, "relatively  low."  He  said  the  carriers  had  not  offered 
any  testimony  that  the  general  level  of  rates  on  the  traffic  from 
Ottumwa  to  Memphis  was  subnormal. 


COTTON,  TENN.  TO  ALA. 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11470,  Memphis  Freight  Bureau  vs.  Di- 
rector-General, as  agent,  opinion  No.  6771,  61  I.  C.  C.  125-7. 
the  Commission  holding  that  a  combination  rate  of  $1.11  on 
uncompressed  cotton  from  Jackson,  Tenn.,  to  Cordova,  Ala., 
was  unreasonable  because  and  to  the  extent  that  it  exceeded  a 
rate  of  60  cents,  which  rate  was  established  August  24,  1919. 
The  director-general  made  no  effort  to  defend  the  combination 
commodity  rate  which  yielded  a  ton  mile  of  54.3  mills  and 
and  car  mile  of  $1.55. 

Commissioner  Eastman,  in  a  dissent,  said  it  seemed  to  him 
that  a  rate  of  70  cents,  rather  than  60  cents,  would  have  been 
reasonable.  That  was  the  rate,  he  said,  that  had  been  recom- 
mended by  the  examiner  and  no  exception  thereto  had  been 
filed  by  the  complainant.  He  pointed  out  that,  generally,  through- 
out the  south,  rates  on  uncompressed  cotton,  carriers'  privilege 
of  compression  in  transit,  are  10  cents  higher  than  the  rates  on 
compressed  cotton,  the  10-cent  spread  representing  the  cost  of 
compression.  The  report  of  the  Commission,  however,  shows 
that  in  the  territory  involved  the  rates  have  been  generally 
the  same  on  both  compressed  and  uncompressed  cotton. 


BLACKSTRAP,  ALABAMA  TO  WIS. 

The  Commission  has  dismissed  No.  11234,  Red  Star  Yeast 
and  Products  Company,  in  behalf  of  the  Milwaukee  Vinegar 
Company  vs.  Chicago  &  Northwestern  et  al.,  opinion  No.  6765, 
61  I.  C.  C.  107-8,  holding  that  the  charges  on  imported  black- 
strap molasses  In  tank  cars  from  Mobile  to  Cudahy,  Wis.,  were 
not  unreasonable  or  otherwise  unlawful.  The  blackstrap  in  ques- 
tion moved  in  1919  and  1920.  It  was  billed  to  Milwaukee  and 
reconsigned  to  Cudahy.  Charges  were  assessed  at  a  rate  of  29 
cents  on  imported  blackstrap  from  Mobile  to  Milwaukee.  Then 
a  local  rate  of  5  cents,  plus  a  reconsignment  charge  of  $2,  was 
imposed  on  the  short  movement  from  Milwaukee  to  Cudahy.  The 
published  rate  from  Mobile  to  Cudahy  was  39  cents. 

The  Commission  pointed  out  that  the  maintenance  of  the  39- 
cent  rate  to  Cudahy  was  unlawful  because  Cudahy  lies  between 
Mobile  and  Milwaukee.  The  tariff  of  the  defendants  naming  the 
Milwaukee  rate  contained  the  intermediate  application  rule  but 
requests  of  the  complainant  to  have  the  29-cent  rate  applied  to 
Cudahy  were  ignored.  Instead,  however,  of  standing  on  its  rights, 
the  complainant  billed  the  molasses  to  Milwaukee  and  th.n 
reconsigned  to  Cudahy.  The  Commission  said  that  because  th» 
complainant  had  so  billed  its  traffic,  there  was  no  basis  on  which 
it  could  base  an  order  of  reparation.  It  pointed  out,  however. 
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that  the  rate  irom  Milwaukee  to  Cudahy  was  only  4%   cents 
and  directed  refund. 

SHEEP  STOPPED  FOR  GRAZING 

An  order  of  dismissal  has  been  made  in  No.  11291,  J.  B. 
Taylor  vs.  Great  Northern  et  al.,  opinion  No.  6766,  61  I.  C.  C. 
109-10,  the  Commission  holding  that  the  rate  charged  on  sheep 
from  Cascade,  Mont.,  to  Chicago,  stopped  in  transit  for  grasing 
at  Stone  Lake,  Wis.,  was  not  unreasonable  or  otherwise  unlawful. 
A  rate  of  $1.19%  was  applied.  Contemporaneously  there  was  a 
rate  of  85.5  cents  applicable  over  other  routes  and  the  rate  of 
$1.19%  was  subsequently  reduced  to  that  figure.  The  agent  of 
the  carrier  misquoted  the  rate.  The  complainant  relied  on  the 
misquotation  of  the  rate  as  a  basis  for  reparation  and  also  on 
the  fact  that  the  rate  sought  was  in  effect  over  other  routes  and 
was  subsequently  established  over  the  route  of  movement.  The 
Commission  said  that  what  the  complainant  was  seeking  was 
the  retroactive  application  of  the  transit  service.  The  Commis- 
sion directed  attention  to  the  fact  that  it  had  repeatedly  refused 
to  give  retrospective  effect  except  to  remove  unlawful  discrimina- 
tion. It  said  that  Taylor  had  not  shown  unjust  discrimination 
or  undue  prejudice. 

FUEL  AND  PULP  WOOD  AND  WOOD 
BOLTS 

A  further  exercise  of  the  power  conferred  on  the  Com- 
mission in  section  13  of  the  interstate  commerce  act  as  amended 
by  the  transportation  act  of  1920  seems  to  be  indicated  by  the 
report  on  I.  and  S.  No.  1251,  fuel  wood,  pulp  wood  and  wood 
bolts  between  North  Pacific  Coast  points,  opinion  No.  6776, 
61  I.  C.  C.,  159-64.  The  order  in  that  case,  while  not  specifically 
requiring  the  scale  therein  prescribed  to  be  used  as  a  substitute 
for  the  scale  prescribed  by  the  Oregon  commission  and  effective 
March  31,  seems  to  indicate  that  the  federal  body,  if  the  scale 
prescribed  by  it  is  not  so  applied,  will  consider  the  issuance  of 
such  a  displacement  order  as  it  put  out  in  the  so-called  state 
rate  cases.  Apparently  the  scale  prescribed  is  to  displace  a 
scale  made  by  the  Oregon  commission,  a  scale  prescribed  by 
the  Washington  commission  and  a  scale  made  by  the  director- 
general  for  application  in  Oregon,  during  federal  control. 

Apparently  the  commissions  of  Washington  and  Idaho  con- 
sented to  the  elimination  of  rates  and  scales  prescribed  by  them, 
because  the  report  says  the  federal  commissioners  conferred 
with  them  in  accordance  with  the  authority  conferred  on  it  in 
paragraph  3  of  section  13,  erroneously  referred  to  in  the  report 
as  paragraph  4  of  section  14.  There  is  no  such  paragraph  of 
that  section  and  section  14  does  not  confer  authority  of  the  kind 
mentioned.  No  mention  is  made  in  the  report  of  any  conference 
with  the  Oregon  commission.  So  far  as  the  record  will  show 
the  application  of  the  scale  within  that  state  will  be  without  its 
consent  and  in  contravention  of  the  scale  prescribed  by  it,  opera- 
tive on  March  31.  The  Commission,  speaking  about  the  scale  it 
has  prescribed  for  operation  on  and  after  May  9,  said  it  had  been 
submitted  to  the  commissions  of  Washington  and  Idaho  "for 
their  comment  and  is  agreeable  to  them." 

Speaking  of  the  Oregon  scale  of  March  31,  1921,  the  Com- 
mission said  it  "apparently  would  deprive  the  carriers  of  a  por- 
tion of  the  increased  revenue  granted  them  following  our  de- 
cision in  Increased  Rates,  1920,  58  I.  C.  C.,  220,"  the  language 
indicating  that  the  Commission  was  using  the  words  rates  and 
revenues  as  being  synonymous.  The  report,  however,  does  not 
specifically  condemn  the  Oregon  scale.  Nor  does  the  order 
specifically  substitute  the  Commission's  scale  for  the  Oregon 
scale.  The  order  requires  the  carriers  to  establish  the  scale 
"and  apply  to  the  interstate  transportation  of  fuel  wood  not 
exceeding  4  feet  and  6  inches  in  length,  pulp  wood  and  wood 
bolts,  in  carloads,  from  and  to  points  on  their  lines  in  Washing- 
ton, Oregon  and  Idaho,  the  rates  herein  named  as  follows." 
The  "rates  herein  named"  are  carried  in  the  scale  hereinbefore 
mentioned. 

The  case  differs  from  the  other  cases  in  which  state  rates 
have  been  eliminated  in  that  there  is  no  finding  of  discrimina- 
tion against  interstate  commerce.  A  finding  to  that  effect  was 
made  in  each  of  the  so-called  state  rate  cases  and  the  orders 
required  the  carriers  to  remove  the  discrimination  by  substi- 
tuting for  the  state-made  rates,  rates  inflated  in  accordance  with 
the  percentages  mentioned  in  the  report  on  Ex  Parte  No.  74. 

The  report,  made  by  division  3,  composed  of  Commissioners 
Hall,  Aitchison  and  Eastman,  says  "no  differences  in  transporta- 
tion conditions  warrant  the  present  differences  in  rates.  There 
should  be  greater  uniformity  in  rate-making  jn  this  territory 
to  eliminate  discriminations  and  inequalities;  but  such  uni- 
formity need  not  necessarily  be  accomplished  by  such  extensive 
rate  increases  as  respondents  propose." 

The  case  arose  in  November  when  the  carriers  proposed  to 
establish,  in  one  tariff,  specific  and  distance  scales  for  general 
application,  on  interstate  and  intrastate  shipments  of  the  com- 
modities under  consideration. 

They  proposed  to  extend  the  highest  or  eastern  district 
scale,  for  application  for  interstate  and  intrastate  application 


throughout  the  three  states,  except  intrastate  in  Oregon.  As  to 
intrastate  in  Oregon  they  proposed  the  scale  submitted  by  the 
Southern  Pacific,  which  begins  with  112.5  cents  per  cord  of  128 
cubic  feet  for  distances  not  over  10  miles,  the  same  as  the  scale 
prescribed  by  the  Oregon  commission,  but  wholly  unlike  it  in 
its  rate  of  progression. 

The  scale  prescribed  by  the  Commission  begins  with  115 
cents  for  distances  not  greater  than  ten  miles.  It  goes  by  ten- 
mile  blocks  up  to  300  miles  and  then  by  20-mile  blocks  up  to 
500  miles,  for  which  distance  the  rate  is  480  cents  per  cord  of 
128  cubic  feet.  Most  of  the  traffic  moves  over  distances  not 
exceeding  70  miles,  according  to  the  report.  The  rate  for  hauls 
not  more  than  70  miles  is  175  cents  per  cord. 

SOUTH  BEND  CASE  AFFIRMED 

In  a  report  on  No.  10514,  South  Bend  Chamber  of  Commerce 
et  al.  vs.  Baltimore  &  Ohio,  Director-General,  et  al.,  opinion  No. 
6757,  61  I.  C.  C.  67-72,  the  Commission  on  further  hearing,  speak- 
ing through  Commissioner  Meyer,  said  that  the  original  finding 
in  57  I.  C.  C.  215,  as  to  rates  between  South  Bend,  Mishawaka, 
Elkhart,  Goshen,  Napanee  and  Michigan  City,  Ind.,  and  points 
in  Eastern  Trunk  Line  and  New  England  territories  should  be 
affirmed,  but  that  it  should  be  modified  as  to  the  grouping  of 
Holland,  Mich.  The  modification  with  regard  to  Holland  is  that 
it  shall  be  eliminated  from  the  94  per  cent  group  and  that  Water- 
vliet  sould  be  Included  in  that  group. 

Carriers  having  indirect  routes  by  means  of  amended  fourth 
section  order  No.  7149,  have  been  authorized  to  maintain  rates 
on  classes  and  commodities  between  points  in  Michigan  and 
Indiana  and  points  in  Eastern  Trunk  Line  and  New  England  ter- 
ritories, the  same  as  rates  via  the  direct  lines,  and  to  maintain 
higher  rates  at  intermediate  points,  provided  that  the  rates  at 
the  intermediate  points  do  not  exceed  rates  for  equal  distances 
to  or  from  competitive  points  via  the  direct  lines. 

This  further  hearing  was  brought  about  by  the  railroads 
and  the  Michigan  Manufacturers'  Association.  They  suggested 
a  further  hearing  "as  to  the  effect  upon  the  adjustment  of  rates 
of  the  fourth  section  of  the  act  as  amended  by  the  transporta- 
tion act."  When  the  Commission  granted  a  further  hearing,  it 
postponed  the  effective  dates  in  the  original  order  and  in  the 
amended  fourth  section  order  No.  7149  until  further  orders  of 
the  Commission. 

The  Commission  on  rehearing  was  urged,  as  it  was  Jn  the 
original  hearing,  to  consider  not  only  the  distances  from  New 
York  to  the  complaining  cities,  but  to  take  into  consideration 
those  from  Philadelphia,  Baltimore  and  Virginia  cities.  The 
rates  between  them  and  Central  Freight  Association  territory 
were  made  in  respect  of  Philadelphia  and  Baltimore  on  basis 
of  port  differentials  under  New  York.  In  respect  to  the  Virginia 
cities,  the  rates  were  made  in  relation  to  the  rates  from  and  to 
Baltimore.  Much  of  the  evidence,  Mr.  Meyer  said,  was  directed 
to  the  effect  of  the  adjustment  on  the  rates  to  other  groups  and 
other  territories  rather  than  to  the  effect  of  the  amendment 
to  the  fourth  section  by  the  transportation  act,  on  the  adjust- 
ment ordered  to  be  maintained.  The  carriers  asserted  that 
compliance  with  the  order  would  have  a  tendency  to  disorganize 
the  entire  percentage  adjustment  in  that  part  of  the  Central 
Freight  Association  territory  involved;  that  unless  the  Chicago, 
Indianapolis  &  Louisville,  not  a  party  to  the  case,  abandoned 
competition  for  traffic  from  Michigan  City  to  Richmond  and 
other  eastern  points,  the  adjustment  would  extend  to  Louisville 
and  by  relation  to  Lexington;  that  Louisville  has  always  been 
maintained  on  a  parity  with  Chicago  and  that  Chicago  might  be 
affected. 

The  Commission  declined  to  be  frightened  by  the  possibili- 
ties to  any  extent  greater  than  the  modification  of  its  order 
excluding  Holland  from,  and  placing  Watervliet  in  the  94  per 
cent  territory.  It  remarked  that  the  C.  I.  &  L.  was  not  required 
to  meet  at  Michigan  City  the  rates  that  might  be  established 
by  defendants.  The  Commission  said  that  it  was  for  the  C.  I. 
&  L.  to  determine  whether  it  would  or  would  not  meet  competi- 
tion of  other  lines  and  whether  or  not  it  would  file  application 
under  the  provisions  of  the  fourth  section  for  relief  from  its 
operation.  It  said  that  no  violation  of  the  fourth  section  at 
Michigan  City  was  created  by  its  order  and  no  fourth  section 
was  issued  in  respect  thereto.  It  said  that  if  the  C.  I.  &.  L. 
should  elect  to  meet  the  rates  of  the  direct  lines  and  apply  to 
the  Commission  for  relief,  the  Commission  would  consider  giving 
it  like  treatment  accorded  other  lines  operating  in  Central 
Freight  Association  territory  in  similar  circumstances. 

The  amended  order  requiring  the  removal  of  discrimination 
and  the  amended  fourth  section  order  will  become  effective  on 
or  before  July  16. 


SALT,  UTAH  TO  SAN  FRANCISCO 

A  case  in  which  the  Commission  recognized  that,  notwith- 
standing the  language  of  section  15  (a)  directing  it  to  initiate 
and  establish  rates  that  will  give  carriers  a  specified  return  on 
the  value  of  their  property,  a  railroad  is  entitled,  in  the  first 
instance,  to  propose  rates  which,  in  its  judgment,  will  afford  it 
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a.  profit,  is  I.  and  S.  No.  1239.  salt  from  Utah  to  San  Francisco 
opinion  No.  6754,  61  I.  C.  C.,  68-60.  It  has  dismissed  Its  order 
of  suspension  and  discontinued  Its  proceedings  thereunder.  Its 
action  will  bring  into  operation,  from  Burmester  and  Salduro. 
Utah,  and  Reno,  Nev.,  via  the  Western  Pacific,  rates  on  gait  the 
same  as  operative  prior  to  the  Increases  made  under  the  \»-i 
missive  order  In  Kx  Parte  No.  74. 

The  only  reason  assigned  for  the  restoration  of  the  old  rates 
was  the  fact  that,  since  the  higher  rates  went  Into  effect,  there 
have  been  no  movements  of  salt  from  Utah  and  from  Nevada, 
except  on  orders  placed  before  August  26. 

Not  only  are  reductions  to  be  made  to  California  points,  but 
there  are  to  be  reductions  In  rates  and  changes  in  minima  at 
intermediate  points,  the  purpose  of  which  will  be  to  stimulate  an 
increase  in  tonnage.  In  substance,  the  Western  Pacific  will 
start  a  special  sale  of  transportation  on  salt,  as  soon  as  it  can 
get  its  advertisements  therefor,  in  the  form  of  new  tariffs, 
printed  and  in  circulation  in  accordance  with  the  sixth  section 
and  the  rules  for  its  enforcement. 

The  suspended  schedules  filed  by  the  Western  Pacific  pro- 
posed to  reduce  rates  on  salt  from  Burmester,  Salduro  and  Reno 
and  to  cancel  certain  rates  on  the  same  commodity  from  Salduro 
and  Reno  to  points  intermediate  to  San  Francisco,  which  carried 
minimum  weights  lower  than  those  provided  in  connection  with 
the  proposed  reduced  rates. 

On  protest  of  the  salt  producers  at  San  Francisco  Bay  points 
and  manufacturers  and  commercial  organizations  at  San  Fran- 
cisco and  Oakland,  the  schedules  were  suspended  until  April  18. 
In  justification  of  its  proposal,  the  Western  Pacific  said  its  line 
traversed  a  section  where  comparatively  little  tonnage  originated 
and  that  to  build  up  the  salt  industry  in  this  section  and  create 
a  movement  to  California  with  the  attendant  long  single-line 
haul  over  its  rails  in  the  direction  of  its  normal  empty-car  move- 
ment, it  established  during  1915  and  1916  rates  of  15  cents  from 
Salduro  and  17.5  from  Burmester  to  San  Francisco;  that  these 
rates  were  applied  to  intermediate  points  and,  although  generally 
higher  than  rates  contemporaneously  in  effect  from  bay  points, 
a  limited  tonnage  developed  thereunder;  that  on  June  25,  1918, 
rates  were  increased  to  19  and  22  cents,  respectively,  and  that 
under  Ex  Parte  No.  74  they  were  further  increased  to  24  and  27% 
cents.  It  further  asserted  that  these  increases,  while  no  greater 
from  the  percentage  standpoint  than  the  increases  made  in  the 
intrastate  rates  from  bay  points  to  the  same  destination,  so 
widened  the  spread  between  the  rates  from  Salduro  and  Bur- 
mester on  the  one  hand,  and  bay  points  on  the  other,  that  the 
Utah  producers  could  no  longer  compete  in  the  California  market 
and  that  the  movement  from  Utah  practically  ceased.  After 
August  26,  1920,  the  few  shipments  that  moved  were  in  fulfilment 
of  sales  made  prior  to  that  date. 

Generally  speaking,  (he  intention  of  the  carrier  was  to 
restore  the  rates  on  the  basis  in  effect  prior  to  August  26,  1920. 
These  schedules  represent  an  effort,  on  the  part  of  the  Western 
Pacific  to  bring  down  rates  to  a  level  where  the  traffic  will 
move  again.  The  Western  Pacific,  at  the  hearing,  did  not  con- 
tend that  the  rates  would  be  fully  compensatory.  It  said,  how- 
ever, that  they  would  pay  something  over  the  cost  of  trans- 
portation and  amount  to  a  contribution  to  its  fixed  expenses. 

The  protestants  took  the  position  that  central  California 
was  the  natural  distributing  territory  for  the  bay  producers  and 
that,  considering  the  greater  distance  from  the  Utah  points, 
rates  which  would  permit  Utah  shippers  to  ship  into  that  terri- 
tory In  competition  with  the  bay  producers  must  be  unduly 
prejudicial  to  the  bay  producers  and  unduly  preferential  of  the 
Utah  shippers.  Some  of  the  bay  producers  testified  that,  not 
being  situated  on  railroads,  they  had  to  pay  drayage  or  boat 
charges  ranging  from  $1.25  to  $1.70  per  ton.  They  contended 
that  these  extra  charges  should  be  considered  as  part  of  the 
transportation  charges  which  they  were  compelled  to  pay.  The 
Commission  held,  as  in  prior  cases,  that  such  expenses  were 
part  of  the  cost  of  production  which  it  might  not  properly  make 
a  basis  for  readjusting  rates.  Furthermore  other  bay  producers 
have  direct  rail  service  and  have  the  same  rates  over  the  lines 
serving  their  plants  as  apply  from  San  Francisco  proper. 

In  disposing  of  the  case,  the  Commission  called  attention  to 
the  fact  that  in  its  decision  on  Ex  Parte  No.  74  it  said:  "Most 
of  the  factors  with  which  we  are  dealing  are  constantly  chang- 
ing. It  is  impossible  to  forecast  with  any  degree  of  certainty 
what  the  volume  of  traffic  will  be.  The  general  price  level  is 
changing  from  month  to  month  and  from  day  to  day.  It  is  im- 
practicable at  this  time  to  adjust  all  rates  on  individual  com- 
modities. The  rates  to  be  established  on  the  basis  hereinbefore 
approved  must  necessarily  be  subject  to  such  readjustments  as 
the  facts  may  warrant.  It  is  conceded  by  the  carriers  that 
readjustments  will  be  necessary.  It  Is  expected  that  shippers 
will  take  these  matteres  up  in  the  first  instance  with  the  car- 
riers, and  the  latter  will  be  expected  to  deal  promptly  and 
effectively  therewith  to  the  end  that  necessary  readjustment 
may  be  made  in  as  many  instances  as  practicable  without  appeal 
to  us." 

The  Commission  said  the  case  before  it  presented  such  a 
situation.  The  uncontrovertible  testimony,  it  said,  was  that, 
except  to  perhaps  a  few  comparatively  unimportant  points,  there 


could  be  no  move-in. -in  irom  the  points  of  origin  mentioned  under 
i  in-  existing  rates,  and  that  unloHs  the  proposed  rates  were  al- 
lowed to  go  into  effect,  the  Western  Pacific  would  be  deprived 

dl   needed  revenue. 


RATES  ON  ZINC  ORE 

Chairman  Clark,  in  a  report  on  No.  10807,  Illinois  Zinc  Co. 
et  al.  vs.  Missouri  Pacific  et  al.,  opinion  No.  6764,  61  I.  ( 
92-106,  has  announced  the  opinion  of  the  Commission  that  the 
rates  on  zinc  ore  from  Joplln,  Mo.,  and  Miami,  okla.,  ore  dis- 
tricts to  La  Salle  and  Peru,  111.;  on  spelter  and  sheet  zinc,  In 
carloads,  from  La  Sail*  and  Peru  to  Eastern  Trunk  Line  and 
New  England  territory;  and  the  aggregate  rates  on  ore  Inbound 
to  La  Salle  and  Peru,  and  either  spelter  or  sheet  zinc  outbound 
to  the  eastern  territories  mentioned  are  not  and  have  not  been 
unreasonable  or  unduly  prejudicial.  As  to  that  phase  of  the 
complaints  of  the  principal  complainant  and  the  Mathleson  & 
Hegeler  Zinc  Company,  the  other  complainant,  has  been  din- 
missed. 

As  to  the  rates  on  zinc  ore  from  the  Platteville,  Wis.,  dis- 
trict to  La  Salle  and  Peru,  111.,  the  Commission  has  found  them 
to  be  unreasonable  because  and  to  the  extent  that  they  excelled 
7.5  cents  per  hundred  pounds  plus  the  increases  authorized  by 
the  Commission  in  Increased  Rates,  1920,  58  I.  C.  C.  220,  also 
known  as  Ex  Parte  No.  74.  The  order  of  the  Commission  re- 
quires the  Chicago  &  Northwestern,  Illinois  Central  and  Bur- 
lington to  establish  the  rate  of  7.5  cents  on  or  before  June  15 
on  not  less  than  five  days'  notice. 

In  disposing  of  the  case,  the  Commission  considered  a  rate 
fabric  constructed  by  the  complainants  on  the  theory  that  the 
traffic  in  question  should  yield  no  greater  revenue  per  loaded 
car  mile  than  the  average  from  all  freight  traffic.  In  comment- 
ing on  that  theory,  the  Commission  said:  "It  is  to  be  observed 
that  the  theory  has,  in  this  case,  been  applied  successively  to 
ore  from  the  mines,  to  spelter  from  the  furnaces  and  to  the 
zinc  sheet  from  the  rolling  mills.  We  have  discussed  com- 
plainants' contentions  as  to  the  aggregates  of  inbound  rates  on 
raw  products  and  outbound  rates  on  manufactured  products,  but 
we  are  not  to  be  understood  as  accepting  the  theory  that  such 
aggregates,  including,  as  they  must,  considerations  of  quality,  of 
prices  of  raw  and  finished  products,  form  a  criterion  from  which 
to  measure  the  reasonableness  or  prejudicial  character  of  rates." 

As  to  the  ore  rates  from  Platteville  to  Peru  and  La  Salle,  the 
Commission  said  that  they  were  unreasonable,  but  not  unduly 
prejudicial,  which  is  the  reverse  of  most  of  the  findings  on  which 
it  orders  reductions  in  rates.  The  rate  was  8.5  cents  prior  to 
June  25,  1918,  and  10.5  cents  thereafter.  Reparation  is  to  be 
made  to  the  basis  of  the  7.5-cent  rate. 


RATE  ON  WET  MARL 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  a  report  on  No.  11209,  Peerless  Portland 
Cement  Co.  vs.  Michigan  Central,  opinion  No.  6778,  61  I.  C.  C. 
169-72,  the  Commission  holding  that  a  rate  of  $15  per  car  on 
wet  marl  from  Spring  Arbor  to  Union  City,  Mich.,  during  federal 
control  was  unreasonable  to  the  extent  that  it  exceeded  $7.50 
per  car.  The  traffic  amounted  to  15  cars  of  marl  per  day,  the 
engine  and  crew  hauling  the  raw  material  for  cement  making 
a  round  trip  each  day.  Equipment  was  furnished  by  the  com- 
plainant. The  complainant  also  performed  practically  all  the  ter- 
minal service  in  connection  with  the  movement,  and  for  the 
past  five  years  it  has  borne  the  cost  of  maintaining  the  plant 
tracks  which  the  Michigan  Central  had  assumed.  Under  the 
circumstances,  the  Commission  said,  the  rate  which  yielded  46.9 
cents  per  car  mile  was  excessive  and  reparation  is  to  be  made. 


FIRE   BRICK,  CLAY,  AND  DOBIES 

In  a  report  on  rehearing  on  No.  10176,  Quinton  Spelter  Co. 
vs.  Ft.  Smith  &  Western,  opinion  No.  6748,  61  I.  C.  C.  43-5,  the 
Commission  held  rates  on  fire  brick,  fire  clay,  and  dobies  from 
St.  Louis  and  Mexico,  Mo.,  to  Quinton,  Okla.,  to  have  been  un- 
reasonable to  the  extent  that  they  exceeded  the  aggregate  of 
intermediate  rates,  and  awarded  reparation.  It  affirmed  its  prior 
finding  that  the  complainant  had  not  shown  itself  to  have  been 
damaged  by  the  alleged  undue  prejudice.  The  original  report 
in  this  case  was  in  53  I.  C.  C.  529. 


OLD  BOILERS,  FLUES  AND  TUBES 

In  a  report  on  No.  10820,  Sub-No.  1,  S.  Schwartz  vs.  Texas 
&  New  Orleans  et  al.,  opinion  No.  6746,  61  I.  C.  C.  29-32,  the 
Commission  held  the  rates  applicable  on  second-hand  boiler  Hues 
and  tubes,  in  carloads,  from  Port  Arthur,  Tex.,  to  St.  Louis,  un- 
reasonable to  the  extent  that  they  exceeded  40  cents,  minimum 
46,000  pounds,  in  October  and  November,  1916.  No  order  for  the 
future  was  necessary  because  the  rate  In  effect  now  is  on  the 
basis  of  a  40-cent  rate.  The  Commission  held  that  the  rate  and 
demurrage  charges  applied  on  a  carload  of  old  boilers  from  Car- 
son. La.,  to  St.  Louis  had  not  been  shown  to  have  been  unreason- 
able or  otherwise  unlawful.  This  report  also  covers  No.  10820, 
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Sub-No.  2,  Joseph  Greenspons'  Sons  Iron  and  Steel  Co.  vs.  K.  C.  S. 
et  al.  __________ 

RATES  ON  CRUSHED  ROCK 

The  Commission  has  found,  in  No.  11121,  Birdsboro  Stone 
Co  vs  Pennsylvania  et  al.,  opinion  No.  6749,  61  I.  C.  C.  46-9, 
rates  on  shipments  of  crushed  rock  from  Monocacy,  Pa.,  to  des- 
tinations in  Pennsylvania,  Maryland,  Delaware  and  New  Jersey 
unreasonable  because  and  to  the  extent  that  they  exceeded,  on 
interstate  business,  those  established  February  26,  1919,  and  on 
intrastate  business,  those  established  on  May  1,  1919.  The  com- 
plaint alleged  that  the  rates  in  the  period  from  July  16,  1918, 
to  December  31,  1918,  were  unjust  and  unreasonable  to  the  ex- 
tent that  they  exceeded  those  contemporaneously  applicable  from 
Birdsboro.  While  the  case  was  pending,  the  carriers  made  ad- 
justments in  the  rates  so  that  the  Commission  limited  its  finding 
to  the  periods  anterior  to  February  26,  1918,  on  interstate  traffic, 
and  May  1,  1919,  on  intrastate  traffic. 

RATE   ON    ICE 

The  Commission  has  dismissed  No.  11473,  Atlantic  Ice  & 
Coal  Corporation  vs.  Southern  Railway,  opinion  No.  6767,  61 
I.  C.  C.  111-12,  holding  that  a  rate  of  $3  a  ton  on  ice,  from  Jack- 
sonville, Fla.,  to  Atlanta,  Ga.,  was  not  unreasonable. 

RETURNED    BEER-SUBSTITUTE    CARRIERS 

The  Commission,  not  being  afraid  of  the  law  that  forbids 
the  brewer  of  near-bear  or  a  beer  substitute  to  use  the  word 
"beer"  in  connection  with  his  product,  has  held,  in  a  report  on 
No.  11420,  Marshall-Young  Co.  vs.  Midland  Valley  et  al.,  opinion 
No.  6755,  61  I.  C.  C.  61-3,  that  the  rate  on  returned  empty  beer- 
substitute  carriers,  in  carloads,  from  Tulsa,  Okla.,  to  Denver, 
shipped  July  25,  1918,  was  unreasonable  and  ordered  reparation. 
The  rate  over  the  route  of  movement  was  higher  than  that 
applicable  over  the  other  three  routes  between  Tulsa  and  Denver. 
The  Commission's  order  requires  the  carriers  to  establish  the 
same  rate  over  the  route  in  question,  via  Midland  Valley  and 
Missouri  Pacific,  on  or  before  July  1  and  make  reparation.  Com- 
missioner Hall  dissented,  saying  that  he  was  not  convinced  that 
an  additional  through  route  and  joint  rate  was  necessary  or  that 
the  rate  yielding  a  car-mile  of  15.29  cents  was  unreasonable. 

RATES  ON  CLUB-TURNED  SPOKES 

A  finding  of  unreasonableness,  an  award  of  reparation  and 
an  order  establishing  reasonable  rates  on  club-turned  spokes  from 
Goodman,  Bentonia,  Yazoo  City  and  Valley,  Miss.,  to  Memphis, 
have  been  made  in  a  report  on  No.  11389,  Kelsey  Wheel  Co. 
vs.  Yazoo  &  Mississippi  Valley  et  al.,  opinion  No.  6763,  61  I.  C.  C. 
88-91.  The  complaint  was  against  the  assessment  of  sixth  class 
on  the  club-turned  wheel  spokes  instead  of  the  commodity  rates 
applicable  on  lumber  of  the  variety  from  which  the  spokes  were 
made.  The  Commission,  holding  to  the  long  line  of  cases  in 
which  such  a  practice  was  condemned,  held  that  the  rates  were 
unreasonable,  that  reparation  should  be  made,  and  that  the  de- 
fendants should  establish  rates  in  accordance  with  that  finding 
on  or  before  July  2. 


RATES  ON  COCOA  BUTTER 

In  No.  11397,  J.  G.  McDonald  Chocolate  Co.  vs.  Central  of 
Georgia  et  al.,  opinion  No.  6768,  61  I.  C.  C.  113-16,  the  Commis- 
sion held  unreasonable,  and  awarded  reparation,  rates  on  cocoa 
butter,  carloads,  from  New  York,  Brooklyn  and  Philadelphia  to 
Salt  Lake  City  because  and  to  the  extent  that  they  exceeded 
the  rates  on  chocolate  and  chocolate  coating.  The  carriers  said 
commodity  rates  had  not  been  given  on  cocoa  butter  because 
the  volume  of  movement  was  small,  while  the  movement  of 
chocolate  was  comparatively  large.  The  carriers  are  to  bring 
their  rates  on  cocoa  butter  into  line  with  their  rates  on  choco- 
late on  or  before  July  5.  They  are  also  to  make  reparation  on 
shipments  moving  between  December  16,  1917,  and  December  30, 
1919.  The  report  also  covers  No.  10857,  Same  vs.  Pennsylvania 
«t  al. 


RATE  SCHEME  FOR  SOUTHEAST 

A  complete  new  scheme  of  class  rates  for  the  southeast  and 
a  method  for  constructing  commodity  rates  in  that  part  of  the 
country  has  been  prepared  by  the  Commission  in  a  report  on 
I.  and  S.  Nos.  1261  and  1286.  They  are  closely  related.  The 
Commission,  in  its  order  respecting  them  has  directed  the  car- 
riers to  file  tariffs,  on  or  before  June  30,  on  not  less  than  fifteen 
days'  notice,  covering  class  traffic  from  and  to  Nashville  and 
related  points. 

The  formal  finding  in  the  two  suspension  docket  cases  was 
that  the  carriers  had  not  justified  the  rates  carried  in  the  sus- 
pended schedules  and  that  the 'latter  should  be  cancelled  on  or 
b«fore  May  15. 

The  decision,  written  by  Commissioner  Hall,  covers,  to  a 
large  extent,  the  situation  created  by  the  railroads  when  they 
filed  tariffs  which  they  claimed  would  be  in  compliance  with  the 


Commission's  decisions  in  Murfreesboro  Board  of  Trade  vs.  L.  ft 
N  55  I  C  C  648,  the  Memphis  Southwestern  Investigation,  55 
I."c.  C.'  515  and  Meridian  Traffic  Bureau  vs.  Director-General, 

"  Vhe°clasV  rates  ordered  to  be  put  into  effect  by  the  day 
mentioned  are  as  follows:     Cincinnati  to  Nashville.  1 
Evansville  to   Nashville,   94   cents;    Henderson  to  Nashville,   8 
cents;    Memphis,  110  cents;    Chattanooga,  90  cents, 
mentioned  are  to  he  "between"  rates.     Other  rates  prescribed, 
but  which  are  not  to  apply  in  both  directions  are:     Mobile 
Nashville,  160  cents  ;  Atlanta  to  Cincinnati,  160  cents;   Birming- 
ham to  Henderson,  145  cents;   Atlanta  to  Nashville    1 
Birmingham  to  Nashville,   110  cents;    Atlanta  to  Memphis,  150 
cents;  Birmingham  to  Memphis,  112  cents;  Atlanta  to  St.  Louis, 
195  cents;  Birmingham  to  St.  Louis,  180  cents. 

The  rate  from  Evansville  to  Nashville  is  also  to  be  applie 
from  other  lower  north  bank  Ohio  River  crossings— namely,  Jef- 
fersonville,   Evansville,   and   Cairo.     The  rate  from   Henderson 
to  Nashville  is  to  be  applied  also  from  other  lower  south  ban 
Ohio   River  crossings— namely,   Louisville,  Owensboro,   Hende 
son   and  Paducah.    The  rate  from  Atlanta  to  Cincinnati 
to  be  applied  from  Atlanta  to  all  lower  Ohio  River  crossings 
from  Birmingham  to  Cincinnati. 

The  rate  from  Birmingham  to  Henderson  is  also  to  be  ; 
plied  to  all  other  lower  Ohio  River  crossings.     The  rate  from 
Mobile  to  Nashville  is  to  be  applied  also  from  New  Orleans  and 
Pensacola. 

The  order  requires  the  carriers  in  constructing  rates  from 
and  to  or  between  other  points  in  this  same  general  territory 
to  use  the  order  as  a  guide  in  dealing  with  rates  to  or  between 
points  of  similar  distances.  Rates  between  St.  Louis  and  Nash- 
ville are  to  be  35  cents  on  first  class  higher  than  rates  between 
Nashville  and  lower  north  bank  Ohio  River  crossings. 
from  Macon  to  Nashville,  the  Ohio  River  crossings,  Memphis 
and  St.  Louis,  are  to  be  15  cents  higher  on  the  first  class  than 
the  rates  from  Atlanta  to  those  points.  Rates  from  Augusta, 
Ga.,  to  Nashville,  the  Ohio  River  crossings,  Memphis  and  £ 
Louis,  are  to  be  28  cents  on  first  class  higher  than  the  rates 
from  Atlanta  to  those  points. 

The  rates  from  Columbus,  Ga.,  to  Nashville,  Ohio  River 
crossings,  Memphis,  and  St.  Louis,  are  to  be  20  cents  higher 
first  class  than  those  from  Atlanta.  Rates  from  Tuscaloosa  lo 
Nashville,  the  Ohio  River  crossings,  Memphis,  and  St.  Louis,  are 
to  be  12  cents  on  first  class  higher  than  those  from  Birmingham; 
from  Montgomery  and  Selma  to  Nashville,  Ohio  River  crossings, 
Memphis  and  St.  Louis,  15  cents  higher  than  the  rates  from 
Birmingham;  from  Savannah,  Brunswick,  Charleston,  and  Jack- 
sonville to  Nashville,  the  Ohio  River  crossings,  Memphis  and 
St.  Louis,  20  cents  on  first  class  higher  than  from  Augusta. 

The  first  class  rates  from  Eastern  and  Virginia  cities  to  Nash- 
ville are  not  to  be  in  excess  of  those  named  in  the  schedules  sus- 
pended in  this  docket  and  which  schedules  are  to  be  cancelled. 

The  rates  to  the  points  represented  by  the  complainants  in 
the  Murfreesboro  case,  to  which  traffic  moves  through  Nashville, 
the  Commission  said,  shall  not  exceed  the  rate  prescribed  in 
this  order  for  application  to  Nashville  by  more  than  75  per  cent 
of  the  present  rates  from  Nashville  to  those  points. 

The  order  of  the  Commission  prescribes  the  following  per- 
centage relationship  of  the  classes:  100,  86,  76,  64,  52,  43,  29. 
35,  27,  24.  In  computing  and  applying  the  rates  the  Commission 
said  that  fractions  of  less  than  one-fourth  of  a  cent  shall  be 
omitted;  fractions  of  one- fourth  and  greater,  but  less  than  three- 
fourths,  shall  be  stated  as  one-half;  fractions  of  three-fourths  or 
greater  are  to  be  increased  to  the  next  whole  cent. 

Provision  is  made  in  the  order  for  the  construction  of  com- 
modity rates  in  conformity  with  the  class  rates.  The  Commis- 
sion said  that  in  constructing  the  commodity  rates  the  rate 
bases  hereinbefore  mentioned  must  be  observed  as  maxima  from, 
to,  and  between  intermediate  points  in  accordance  with  the  pro- 
vision of  the  fourth  section.  Rates  to  and  from  such  inter- 
mediate points,  the  Commission  said,  shall  be  graded  with  rela- 
tion to  the  rates  prescribed  in  this  case,  giving  due  consideration 
to  distance. 

The  order  in  this  case  was  put  out  in  mimeographed  form 
so  as  to  have  it  in  the  hands  of  the  carriers  before  April  15  and 
allow  them  45  days  in  which  to  cancel  the  suspended  schedules 
and  substitute  new  ones,  operative  on  fifteen  days'  notice.  The 
suspended  schedules  must  be  cancelled  not  later  than  May  15. 

OVERCHARGE   CLAIMS 

In  further  correspondence  between  Secretary  McGinty  and 
William  L.  Carney  about  overcharge  claims  (Traffic  World, 
March  26,  p.  648),  Mr.  McGinty  has  advised  Mr.  Carney  that 
the  Commission  is  not  vested  with  authority  to  modify  in  any 
respect  the  provision  of  section  206  (c),  of  the  transportation 
act,  which  is  jurisdictional,  and  that  any  extension  thereof  that 
might  be  deemed  advisable,  of  necessity,  would  have  to  be  ac- 
complished by  amendment  to  the  act.  He  said  that  a  bill  having 
for  its  object  an  extension  of  the  time  for  filing  claims  has  been 
introduced  by  Senator  Fletcher  of  Florida,  S-5041.  That  bill, 
however,  is  dead.  It  died  with  the  Congress  that  came  to  an 
end  on  March  4,  1921.  It  will  have  to  be  re-introduced  at  the 
session  called  by  President  Harding  to  begin  April  11. 


April  16,  1921 
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Tentative  Reports  of  the  Commission 


RATES  ON  COPPER  BARS 

Examiner  H.  W.  Archer,  in  a  report  on  No.  11764,  Anaconda 
Copper  Mining  Co.  vs.  Buffalo,  Rochester  &  Pittsburgh  et  al.. 
has  recommended  a  dismissal  on  a  holding  that  the  rates  on 
copper  bars,  carloads,  from  Anaconda  and  Black  Eagle,  Mont., 
to  Rome,  N.  Y.,  in  the  period  from  July  1,  1916,  to  August  31. 
1920,  were  neither  unreasonable  nor  unduly  prejudicial.  The 
complainant  also  claimed  the  rates  were  in  violation  of  the  fourth 
section.  It  based  its  contention  that  the  rates  were  in  violation 
of  the  fourth  section  on  the  fact  that  rates  from  Montana  to 
Rome,  N.  Y.,  are  on  a  lower  level  than  rates  to  New  York  City. 

Archer  said  that  unquestionably  the  rates  were  in  violation 
of  the  fourth  section  prior  to  August  31,  1920,  but  that  the  com- 
plainant had  made  no  effort  to  prove  damage.  Prior  to  that 
day  the  rate  to  Utica,  N.  Y.,  was  $9.75,  or  40  cents  under  the 
rate  to  New  York  City.  At  the  same  time  the  rate  to  Rome 
was  $10.15,  or  the  same  as  New  York  City,  although  It  is  14  miles 
west  of  Utica,  which  is  Intermediate  between  Rome  and  New 
York  City.  In  August,  1920,  the  carriers  corrected  the  fourth 
section  violation  by  reducing  the  rate  to  Rome  to  the  Utica 
figure. 


FURNITURE,  N.  CAROLINA  TO  IOWA 

Examiner  C.  M.  Bardwell  has  recommended  the  dismissal  of 
No.  11663,  Chlttenden  &  Eastman  vs.  Atlantic  &  Yadkin  Valley, 
Director-General,  et  al.,  in  which  a  furniture  manufacturer  at 
Burlington,  la.,  alleged  that  the  rates  on  furniture  from  North 
Carolina  points  to  Burlington  were  unreasonable,  unjustly  dis- 
criminatory, and  in  violation  of  the  long-and-short-haul  part  of 
the  fourth  section.  Bardwell  found  some  rates  In  violation  of 
the  fourth  section  due  to  varying  minima.  The  carriers  told 
him.  however,  that  the  departures,  unprotected  by  appropriate 
applications,  were  being  eliminated  by  a  revision  of  the  minima. 

The  complainant  competes  with  manufacturers  at  Chicago, 
Des  Moines,  Omaha  and  other.  Missouri  River  points.  Its  prin- 
cipal contention  was  that  the  maintenance  of  a  proportional 
rate  of  96  cents  to  East  Burlington,  111.,  is  unduly  prejudicial 
in  comparison  with  a  rate  of  $1.255  to  Burlington,  across  the 
Mississippi  River.  Bardwell  disposed  of  that  contention  by  ob- 
serving that  the  Commission  many  times  had  said  that  a  pro- 
portional rate  was  not  a  proper  measure  of  a  local  rate.  The 
low  proportional  to  East  Burlington  enables  his  competitors 
west  of  the  Mississippi  to  ship  furniture  from  the  east  to  the 
Missouri  River  for  less  than  the  complainant  when  it  uses  the 
combination  on  Burlington. 

The  carriers  showed  that  that  low  proportional  rate  was 
the  result  of  competition  through  Memphis.  The  Memphis  rate 
was  established  to  enable  the  North  Carolina  manufacturers 
to  compete  with  manufacturers  at  Grand  Rapids.  When  the 
low  rate  to  Memphis  was  established  the  Grand  Rapids  people 
countered  by  inducing  the  carriers  to  make  a  low  proportional 
via  East  Burlington  and  East  St.  Louis. 


MARION  &  EASTERN  COAL  DIVISIONS 

A  recommendation  of  dismissal  has  been  made  by  Examiner 
Paul  O.  Carter  in  a  report  on  No.  11659,  Marion  ft  Eastern  vs. 
Chicago  &  Eastern  Illinois  et  al.,  on  the  ground  that  the  divi- 
sions accorded  to  the  complaining  railroad  since  March  1,  1920, 
out  of  joint  rates  on  coal  from  mines  on  its  line  to  destinations 
in  Iowa,  Wisconsin  and  Nebraska  had  not  been  shown  to  be 
unreasonable  or  otherwise  unlawful. 

The  complaining  road,  with  an  average  haul  of  nine  miles, 
on  an  average  rate  on  all  traffic  of  $2.06  per  ton,  receives  divi- 
sions rnging  from  20.3  to  21  cents  per  ton,  or  about  ten  per  cent 
on  traffic  originated  by  it  In  its  complaint  it  asked  for  33 
cents.  It  is  owned  by  two  of  the  mine  operating  companies. 
The  examiner  criticized  it  for  continuing  a  passenger  rate  of 
two  cents  per  mile.  About  one-seventh  of  the  revenue  of  the 
Marion  &  Eastern  is  derived  from  its  passenger  traffic.  The  ex- 
aminer remarked  that  the  figures  submitted  by  the  short  line 
showing  operating  deficits  were  based  on  all  traffic  but  the  pro- 
posal was  to  recoup  them  from  the  coal  traffic  only.  He  said 
the  Marion  &  Eastern  admitted  that  the  passenger  fare  rate 
was  very  low.  He  said  the  elimination  of  the  share  of  the  com- 
puted deficit  properly  chrgeable  to  other  traffic  would  result 
in  a  decrease  in  the  alleged  loss  per  ton  on  its  coal  traffic  for 
the  six  months  of  1920. 

Prior  to  federal  control  the  division  or  allowance  to  the 
Marion  &  Eastern  was  10  cents  per  ton.  During  federal  control 
that  was  increased  to  15  cents  and  after  August  26  It  became 
21  cents  on  some  and  20.3  on  other  traffic.  It  claimed  a  cost 
of  about  33  cents  a  ton.  Under  the  10-cent  per  ton  allowance 
tha  Marion  &  Eastern  did  not  pay  per  diem  on  cars  furnished 


by  Its  trunk-line  connections.  Since  the  end  of  federal  control 
It  has  been  paying  per  diem.  Inasmuch  as  It  owns  only  four 
cars,  used  only  in  Its  local  service.  It  paya  the  per  diem  on 
every  car  used  in  the  traffic  on  which  It  receives  the  allowances 
or  divisions  before  mentioned. 

The  recommendation  of  the  examiner,  that  the  divisions  or 
allowances  be  held  not  unreasonable  or  otherwise  unlawful.  Is 
based  on  a  showing  of  divisions  or  allowances  paid  to  other  short 
lines  by  their  trunk  line  connections.  If  there  was  any  testi- 
mony as  to  the  reasonableness  of  the  divisions  used  for  purposes 
of  comparison,  the  examiner  did  not  show  It  In  his  report.  The 
trunk  lines  contended  that  the  rates  on  the  coal  out  of  which 
the  short  line  desired  a  larger  allowance  were  on  a  low  level 
and  that  in  view  of  the  fact  that  they  provided  the  cars  for  the 
traffic  the  divisions  were  and  for  the  future  will  not  be  unduly 
low. 


RATES  ON  SAND 

In  a  tentative  report  on  No.  11504.  Rock  Products  League  of 
Chicago  vs.  C.  B.  &  Q.  et  al.,  Examiner  E.  L.  Beach  has  recom- 
mended a  finding  that  the  joint  rates  on  sand  from  the  Ottawa 
district,  on  214  carloads,  shipped  at  various  times  since  1916, 
to  Albion,  Mich,  were  unreasonable  to  the  extent  that  they  ex- 
ceeded the  aggregate  of  the  intermediates  based  on  Joliet.  Both 
factors  were  increased  under  General  Order  No.  28,  but  Beach 
said  that  the  question  raised  by  that  fact  went  only  to  a  de- 
termination as  to  whether  the  resulting  rate,  without  consider- 
ing the  rule  of  the  fourth  section  pertaining  to  the  aggregate  of 
intermediates,  was  reasonable. 

Examiner  H.  W.  Archer,  in  a  report  to  the  Commission  on 
No.  11729,  Rock  Products  Traffic  League  vs.  C.  B.  ft  Q.  et  al.. 
dealt  with  the  same  subject  and  recommended  that  when  the 
Commission  deals  with  his  report  it  also  consider  Beach's.  The 
Archer  report  also  covers  No.  11799,  Same  vs.  Same;  and  No. 
11810,  Same  vs.  C.  R.  I.  ft  P.  et  al. 

In  his  collection  of  cases,  Archer  recommended  a  holding 
that  the  joint  through  rates  on  sand  from  the  Ottawa  district 
to  Benton  Harbor  and  Kalamazoo,  Mich,  and  Kokomo.  Ind.,  be 
held  unreasonable  to  the  extent  that  they  exceeded  the  aggre- 
gate of  the  intermediates  based  on  Joliet.  He  also  said  repara- 
tion should  be  made  In  No.  11729,  but  that  the  complainants 
in  the  other  cases  did  not  make  proper  proof  of  damage.  His 
conclusion  as  to  them  was  that  the  record  before  him  did  not 
warrant  an  award  of  reparation. 


NEW  JERSEY  SCRAP  IRON  RATES 

Examiner  Gaddess,  in  report  on  No.  11765,  David  Kaufman 
&  Sons  Co.  vs.  Director-General,  as  agent,  recommended  a  hold- 
ing that  the  rates  on  scrap  iron,  from  Ernton,  N.  J.,  to  Elizabeth- 
port  and  Bayway,  N.  J.,  applied  in  July  and  August,  1919.  were 
not  unreasonable  or  otherwise  unlawful,  even  if  they  were  re- 
duced after  the  movement  of  the  freight.  The  shipments  were 
carried  according  to  the  routing  instructions,  at  rates  varying 
from  $1.90  to  $2.30  per  long  ton,  the  distances  being  57  and 
59  miles.  After  the  stuff  moved,  a  rate  of  $1.30  was  established. 
The  complainant  inquired  whether  a  rate  of  90  cents,  which  it 
understood  applied  from  South  Amboy,  was  also  applicable  from 
Morgan,  N.  J.,  to  Bayway  and  Elizabethport.  It  desired  to  bid 
on  an  accumulation  of  scrap  iron  at  the  government's  general 
ordnance  depot  at  Morgan.  The  answer  was  that  no  freight 
was  handled  at  Morgan.  Gaddess  said  the  complainant  apparently 
had  overlooked  that  advice  until  after  some  shipments  had  moved 
at  higher  rates  from  Ernton,  a  few  miles  across  country,  from 
Morgan.  The  $1.30  per  ton  commodity  rate  later  was  established 
from  Ernton.  The  complainant  relied  on  the  fact  that  the  rate 
was  later  reduced  to  show  the  unreasonableness.  The  defendant 
contended  that  due  diligence  was  used  in  getting  the  commodity 
rate  in  effect.  The  request  therefor  was  made  on  July  22,  and 
the  rate  was  made  effective  August  15,  1919. 


CHARGES  ON  COAL 

A  dismissal  of  the  complaint  has  been  recommended  by  Ex- 
aminer Bardwell  in  a  report  on  No.  11779,  Citizens  Coal  Mining 
Co.  vs.  Illinois  Central  et  al.,  on  a  holding  that  the  charges  col- 
lected on  coal  from  Citizens  Mines  A  and  B,  in  the  Springfield. 
111.,  district  on  the  Chicago,  Peoria  ft  St.  Louis,  to  Springfield, 
destined  to  various  intrastate  and  Interstate  destinations,  in  the 
period  of  federal  control,  had  not  been  shown  to  be  unreasonable 
or  otherwise  unlawful. 

Bardwell  found  that  the  Alton  and  Illinois  Central,  in  some 
instances,  had  absorbed  the  charges  of  the  Peoria,  without  tariff 
authority,  on  interstate  shipments.  Such  absorption  was  au- 


808 


THE    TRAFFIC    WORLD 


Vol.  XXVII,  No.  16 


thorized  on  intrastate  traffic,  but  not  on  interstate,  except  in  some 
instances. 

The  complainant  contended  that  the  charges  were  unreason- 
able because  and  to  the  extent  that  they  exceeded,  for  the  haul 
into  Springfield,  the  10-cent  rate  subsequently  established  as  a 
"switching"  rate.  Under  some  of  the  tariffs,  absorption  of 
switching  rates  is  authorized.  On  the  record,  the  examiner  said, 
he  could  not  make  a  finding  of  unjust  discrimination,  nor  was 
there  unreasonableness  shown  under  the  principles  laid  down 
by  the  Commission  in  various  cases  when  It  dealt  with  so-called 
double  increases  in  rates  on  coal. 


RATES  ON  FIRE  BRICK 

A  recommendation  that  the  complaints  be  dismissed  has 
been  made  by  Examiner  Henry  C.  Keene  in  a  report  on  No. 
11605,  Columbia  Steel  Co.  vs.  Elgin,  Joliet  &  Eastern,  sub  No.  1, 
Judson  Manufacturing  Co.  vs.  Same;  and  No.  11630,  Afterthought 
Copper  Co.  vs.  B.  &  0.  et  al.,  on  a  holding  that  the  rates  on  fire 
brick  from  defined  groups  A,  D,  J  and  E  to  San  Francisco  and 
other  California  terminals  had  not  been  shown  to  be  unreason- 
able, unjustly  discriminatory  or  unduly  preferential  of  north 
coast  Pacific  destinations,  as  alleged. 

The  burden  of  the  complaint  was  that  the  competitors  of  the 
complainants,  at  north  coast  points,  were  unduly  preferred  be- 
cause they  have  rates  on  fire  brick  from  points  of  origin  east 
of  the  Missouri  River  five  and  ten  cents  lower  than  the  rates  to  the 
California  terminals.  They  pointed  out  that  the  California 
terminal  lines  are  participants  in  the  rates  to  the  north  coast 
points  and  that  traffic  to  them  can  be  hauled  through  the  Cali- 
fornia points  or  junctions  near  San  Francisco. 

Answering  that  contention,  the  Commission  said  that  it  was 
true  that  under  its  fourth  section  orders  traffic  could  be  hauled 
through  the  California  terminals  but  that  when  it  was  done  the 
movement  was  rare  and  not  due  to  anything  over  which  the  Cali- 
fornia lines  have  control.  The  northern  lines  were  the  makers 
of  rates  in  which  the  California  lines  joined  and  if  the  California 
lines  did  not  join  in  the  tariffs  the  rates  to  the  north  coast  points 
would  continue  just  as  if  the  California  lines  did  not  exist. 

The  lower  rates  to  the  north  coast  points  resulted  from  ad- 
justments made  in  compliance  with  various  fourth  section  orders. 
The  California  lines  did  not  chose  to  reduce  their  rates  at  inter- 
mediate points,  because  that  would  result  in  the  loss  of  revenue 
on  traffic  to  Arizona  points  to  which  there  is  a  considerable 
movement  of  fire  brick  for  use  in  smelters.  In  one  of  the  fourth 
section  cases  the  Commission  said  that  a  rate  on  fire  brick,  some 
varieties  of  which  are  worth  as  much  as  $1  per  brick,  yielding 
not  more  than  eight  mills,  could  not  be  considered  as  unduly 
high.  Not  one  of  the  rates  under  discussion  yields  so  much  as 
eight  mills. 

RATES  TO  INTERIOR  FLORIDA 

Another  attack  on  the  method  of  making  rates  to  interior 
Florida  destinations,  by  combination  on  Jacksonville,  will  fail  if 
the  Commission  adopts  the  report  proposed  by  Examiner  John 
T.  Money,  on  No.  11662,  Charleston  (S.  C.)  Mining  and  Manu- 
facturing Co.  vs.  Director-General,  as  agent.  The  complaint  al- 
leged that  the  rates  on  coal  from  points  in  Virginia  and  Ken- 
tucky to  the  point  in  Florida  which  bears  the  name  of  the  cojn- 
plainant  were  unreasonable.  The  charge  of  unreasonableness 
was  abandoned  at  the  hearing  and  the  case  turned  on  the  legality 
of  the  combination  method,  which,  in  this  case,  resulted  in  each 
factor  of  the  through  rate  being  increased  under  General  Order 
No.  28.  Owing  to  the  abandonment  of  the  allegation  of  unreason- 
ableness, the  case  could  not  be  disposed  of  on  the  lines  followed 
by  the  Commission  in  the  Gosline  and  other  cases  involving  the 
reasonableness  of  the  through  charges  brought  by  the  increase 
of  each  factor. 

Illegality  was  based  on  a  construction  of  the  rule  in  the 
Chaloner  basing  tariff,  saying  that  in  the  absence  of  specific 
rates,  through  rates  should  be  made  by  adding  to  the  basing  rates 
shown  in  that  tariff,  to  and  from  Jacksonville,  the  published  in- 
terstate rates  up  to  and  beyond  Jacksonville.  The  contention 
was  that  that  rule  made  the  rates  so  constructed,  in  effect,  joint 
through  rates,  which,  under  General  Order  No.  28,  could  be  given 
only  one  increase.  The  examiner  disagreed  with  that  contention. 
He  said  the  rule  simply  prescribed  a  specific  method  for  con- 
structing the  through  charges  so  that  the  resulting  through  rates 
might  vary  with  changes  in  the  individual  factors. 


DIVISIONS  OF  THROUGH  RATES 

As  read  by  Examiner  Hosmer,  the  language  of  the  Commis- 
sion in  its  report  on  Ex  Parte  No.  74  that  "where  carriers  earn 
specific  amounts  as  their  compensation  out  of  through  rates  or 
fares,  such  amounts  should  be  increased  in  the  same  percentages 
as  the  through  rates  or  fares,"  does  not.  mean  what  might  be 
inferred  by  giving  the  words  their  ordinary  significance,  but 
must  be  construed  by  testing  the  compensation  or  division 
out  of  a  through  rate  as  if  nothing  had  been  said  on  the  sub- 
ject. So  reading,  Examiner  Hosmer,  in  a  tentative  report  on 
No.  12008,  Morgantown  Railway  Co.  et  al.  vs.  Pennsylvania 
Kailroad  Company,  et  al.,  has  recommended  that  the  case  be 


held  open  to  enable  the  Morgantown  &  Wheeling  to  offer  evi- 
dence to  show  that  its  division  out  of  rates  on  coal  should  be 
increased  in  accordance  with  the  rule  that  might  be  inferred 
had  been  laid  down  by  the  Commission  when  it  used  the  language 
quoted. 

The  railroad  company  and  its  receiver  brought  complaint 
against  the  Pennsylvania  and  other  carriers  asking  for  an  order 
requiring  the  trunk  lines  to  "cease  and  desist  from  the  unlaw- 
ful acts  and  practices  complained  of"  and  to  award  reparation. 
The  unlawful  acts  and  practices  the  complainant  contended  con- 
sisted of  the  refusal  of  the  defendants  to  increase  the  division 
on  coal  forty  per  cent  and  their  insistence  that  the  Morgan- 
town  &  Wheeling  and  its  receiver  accept  compensation  at  some- 
thing less  than  the  old  division,  increased  forty  per  cent. 

Hosmer's  recommendation  is  based  on  the  fact  that  at  the 
bearing  the  Morgantown  &  Wheeling  declined  to  do  anything 
other  than  stand  on  the  language  used  by  the  Commission,  while 
the  defendants  put  in  testimony  tending  to  show  that  a  fair 
division  to  the  short  line,  based  on  the  value  of  that  part  of  its 
line  used  in  hauling  coal  to  the  trunk  line  connection,  and  with 
out  considering  the  rest  of  the  road  or  the  necessity  for  keep- 
ing it  up,  would  be  8.98  cents  per  ton.  His  idea  is  that  the 
Commission  should  require  the  Morgantown  &  Wheeling  to  prove 
not  only  that  it  is  entitled  to  an  increase  of  forty  per  cent,  as 
indicated  by  the  language  of  the  Commission,  but  also  that  it 
should  be  required  to  meet  the  contention  of  the  trunk  lines 
that  the  15-cent  division  it  has  been  receiving  is  no  more  than 
the  law  relating  to  divisions  allows. 

In  support  of  that  contention  Hosmer  referred  to  what  the 
Commission  did  in  1917  when  the  Globe  Soap  Company  of  Cin- 
cinnati complained  against  the  Santa  Fe  and  other  carriers 
alleging  unjust  discrimination  because  they  increased  the  rates 
on  soap  grease  stuff  from  the  southwest  to  Cincinnati,  but  did 
not  increase  the  rates  on  that  kind  of  traffic,  to  Chicago  and 
other  points  at  which  competitors  of  the  complainant  had  their 
factories.  The  defendants  elected  to  stand,  as  their  defense, 
on  the  language  of  the  Commission  employed  in  the  five  per  cent 
case  similar  to  that  employed  in  the  1920  advanced  rate  case. 
The  Commission  said  that  that  would  not  do  because  the 
burden  of  proof  as  to  the  reasonableness  and  propriety  of  every 
rate  increased  since  1910  was  upon  the  carrier  and  that  that 
burden  had  not  been  sustained. 

The  burden  in  that  case  was  to  justify  the  breaking  of  a 
long  established  adjustment,  the  effect  of  which  was  to  increase 
the  transportation  costs  to  be  borne  by  the  complainant  from 
$2.75  to  $13  per  car  more  than  its  competitors.  It  was  shown 
that  while  the  local  rate  from  St.  Louis  to  Chicago  had  been  in- 
creased the  through  rate  had  been  left  unchanged. 

In  this  short  line  railroad  case  it  was  shown  that  prior  to 
December  18,  1918,  there  were  no  joint  rates  from  the  twenty 
odd  mines  on  the  Morgantown  &  Wheeling.  Rates  were  made 
on  combination,  the  Morgantown  &  Wheeling  charging  40  cents 
a  ton  up  to  the  junction.  On  the  day  mentioned  the  Railroad 
Administration  extended  the  Fairmont  group  rate  to  the  Mor- 
gantown &  Wheeling  mines.  It  allowed  the  short  line  20  cents 
a  net  ton  out  of  the  joint  rates.  On  April  1,  1919,  that  divi- 
sion was  reduced  to  15  cents.  Subsequent  division  sheets  of 
the  Pennsylvania  show  a  division  of  15  cents  per  gross  ton. 
After  the  termination  of  federal  control,  the  short  line  and  its 
connections  continued  to  make  settlements  on  that  basis.  In. 
June,  1920,  the  trunk  lines  proposed  to  reduce  the  division  to 
7.5  cents  per  ton,  but  the  Morgantown  &  Wheeling  declined  to 
agree  to  the  reduction.  It  depended  on  section  208  (b)  of  the 
transportation  act  to  prevent  that  reduction.  That  section,  in 
words,  continued  all  divisions  in  effect  on  February  29,  1920 
"until  changed  by  mutual  agreement  between  the  interested  car- 
riers or  by  state  or  federal  authorities,  respectively." 

On  August  26  the  Pennsylvania  published  a  division  sheet 
showing  48.7  cents  as  the  combined  division  on  coal  to  the 
Monongahela  and  the  Morgantown  &  Wheeling,  but  "no  increase 
in  complainants'  division  was  made."  The  Monongahela  is 
jointly  owned  by  the  Pennsylvania  and  the  Pittsburgh  &  Lake 
Erie.  The  Morgantown  &  Wheeling  connects  with  the  Mononga- 
hela and  with  no  other  road. 

At  the  hearing  the  short  line  introduced  some  testimony  to 
show  the  value  of  its  property,  its  financial  condition  and  in- 
debtedness. Later  it  withdrew  that  testimony,  taking  the  ground 
that  the  law  and  the  Commission's  language  in  Ex  Parte  No.  74 
were  sufficient  to  show  that  it  was  entitled  to  a  40  per  cent  in- 
crease in  the  division  of  15  cents. 

The  trunk  lines  contended  that  the  division  was  never  in 
effect  so  far  as  they  are  concerned;  that  they  had  never  agreed 
that  it  was  a  proper  allowance  and  had  been  used  simply  as  a 
basis  of  settlement  pending  some  definite  agreement.  They 
further  contended  that  the  short  line  did  not  earn  a  15  cent 
division,  using  the  word  earn  in  its  strict  sense  of  deserving  the 
payment.  Therefore  they  argued  they  were  under  no  obligation 
to  increase  the  division. 

Against  the  objection  of  the  Morgantown  &  Wheeling,  the 
trunk  lines  introduced  testimony  to  show  the  service  performed 
by  the  short  line  which  they  said  was  to  receive  the  empty  cars, 
set  them  at  the  mines  and  return  them  loaded.  The  short  line 
has  no  cars  of  its  own  but  pays  for  the  use  of  cars  furnished  by 
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its  connections.  Classification  and  weiglijng  IH  done  by  the 
Kcmcmgahela.  They  showed  that  while  the  short  line  in  about 
tweiit}  -nix  miles  long,  three  of  it  being  an  electric  road,  In  1920 
i  In'  maximum  haul  of  the  short  line  was  3.54  miles  and  that  the 
average  weighted  haul  was  only  1.7  miles.  They  showed  that 
thr  value  of  the  4.96  miles  of  track  of  the  short  line,  the  distance 
between  HIP  junction  and  the-  most  distant  mine,  was  only 
$131,415.  The  rest  of  the  short  line,  so  far  as  they  were  con- 
retiinl.  might  as  well  be  considered  as  non-existent,  although, 
while  t lie  coal  traffic  constitutes  95  per  cent  of  the  tonnage,  it 
yields  only  80  or  85  per  cent  of  the  freight  revenue,  and  the 
mines  on  the  short  line  have  a  potential  producing  capacity  of 
10,000  or  12,000  tons  daily. 


SWITCHING  AT  LEAVENWORTH 

Kxaminer  John  T.  Money,  in  a  tentative  report  on  No.  loiol, 
l.eavenworth  Chamber  of  Commerce  vs.  Director-General, 
l.i-avenworth  &  Topeka  et  al.,  recommends  that  the  Commission 
tlnd  that  the  switching  charges  of  the  Leavenworth  &  Topeka  at 
Leavenworth,  Kan.,  are  unreasonable  to  the  extent  that  they  ex- 
ceed $5  per  car.  Prior  to  November  10,  1918,  defendant's  charge 
was  $2  per  car  for  both  industrial  and  team  track  switching  at 
Leavenworth.  At  that  time,  the  examiner  said,  other  carriers 
serving  Leavenworth  generally  absorbed  this  charge  in  connec- 
tion with  their  line  haul  movements,  subject  to  a  definite  residual 
minimum  per  car.  On  Nov.  10,  1918,  the  switching  charges  were  in- 
creased to  $5  per  car  on  industrial  movements  and  from  $5  to 
$23  per  car  on  team  track  movements,  the  higher  charges  gen- 
erally applying  on  traffic  moving  at  class  rates.  The  defendant 
stated  at  the  hearing  that  it  did  not  desire  to  continue  any 
switching  charge  at  Leavenworth  in  excess  of  $5  per  car. 


DISTRIBUTION   OF   LUMBER  CARS 

Distribution  of  empty  cars  among  lumber  shippers  at  Laurel, 
Miss.,  since  September,  1919,  is  found  not  unduly  prejudicial  to 
nor  unjustly  discriminatory  against  the  complainant  in  a  tenta- 
tive report  by  Examiner  E.  L.  Gaddess  and  J.  C.  Roth,  special 
examiner,  on  No.  11961,  Wausau  Southern  Lumber  Company  vs. 
Gulf  &  Ship  Island  et  al.  Dismissal  of  the  complaint  is  recom- 
mended. The  complainant  alleged  that  the  defendants  had  failed 
to  furnish  it  with  the  proper  quota  of  empty  cars  for  the  trans- 
portation of  its  products. 


RATE  ON   BITUMINOUS  COAL 

An  award  of  reparation  is  recommended  by  Examiner  E.  L. 
Gaddess  in  a  tentative  report  on  No.  11968,  Washington  Steel  & 
Ordnance  Company  vs.  Director-General,  as  agent,  B.  &  O.  et  al., 
on  a  finding  that  a  rate  of  $2.80  per  gross  ton  on  bituminous  coal 
from  New  River  District,  Group  No.  1,  West  Virginia, 
to  Uniontown  (Anacostia),  D.  C.,  was  unreasonable  to  the 
extent  that  it  exceeded  a  joint  through  rate  of  $2.50  from  the 
same  points  to  Benning,  D.  C.,  Hyattsville,  Md.,  and  Washington, 
D.  C.,  Baltimore  &  Ohio  delivery.  For  the  future  the  examiner 
recommends  that  the  applicable  rate  be  found  unreasonable  to 
the  extent  that  it  exceeds  $2.50  per  gross  ton,  subject  to  the  in- 
crease authorized  in  Increased  Rates,  1920. 


RATE   ON    LIME    ROCK 

Dismissal  of  the  complaint  in  No.  11189,  Pacific  Portland 
Cement  Company  vs.  Director-General,  as  agent,  and  Southern 
Pacific,  is  recommended  by  Examiner  Henry  C.  Keene  on  a  pro- 
posed finding  that  a  rate  of  70  cents  per  ton  on  lime  rock  from 
Flint  to  Tolenas,  Cal.,  during  the  period  June  25,  1918,  to  Febru- 
ary 29,  1920,  was  not  unreasonable  or  unduly  prejudicial. 

RATE  ON  COAL 

A  rate  of  $2  per  net  ton  applicable  to  the  intrastate  trans- 
portation of  6  carloads  of  bituminous  coal  from  Fort  Branch  to 
Frankton,  Ind.,  in  September-October,  1918,  was  unreasonable  to 
the  extent  that  it  exceeded  a  rate  of  $1.32  per  net  ton  subse- 
quently established,  Examiner  F.  H.  Barclay  proposes  that  the 
Commission  hold  in  a  tentative  report  on  No.  11627,  Barnett  Lum- 
ber Company  vs.  Director-General,  as  agent,  Chicago  &  Eastern 
Illinois  et'al.  An  award  of  reparation  down  to  the  basis  of  the 
rate  of  $1.32  is  recommended.  Charges  were  collected  on  the 
shipments  at  the  rate  of  $2.30  a  ton  and  the  shipments  were, 
therefore,  overcharged  30  cents  a  ton,  the  examiner  says. 


TRANSPORTATION    OF    DANGEROUS   ARTICLES 
The  Commission  has  issued  the  following  order  in  Docket  No. 

0666,   in  which   it  prescribed   regulations   for  the  transportation 

of  explosives  and   dangerous  articles: 

"That   paragraph   1824    (b)   of  the  aforesaid   regulations  be, 

and  it  is  hereby,  amended,  effective  May  25,  1921,  by  the  addition 

thereto  of  the  following  note: 

Note:  Securely  closed  metal  tanks  of  not  exceeding  16  gallons 
rapacity,  made  of  metal  not  lighter  than  20  gauge.  United  States 
standard,  packed  in  strong  outside  wooden  boxes,  may  he  used  for 
the  transportation  of  natural  history  or  laboratory  specimens  pre- 
.xerved  in  alcohol,  when  .-hipped  by  or  for  the  I'nlted  States  gov- 
ernment." 


NEW   ENGLAND  DIVISIONS 

Thr  Tnfc  World  W*sl»*t<<>*  U»rnm 

Arguments  were  begun  before  the  whole  CommlHlon  April  7 
In  the  complex  New  Kngland  division*  case,  technically  known 
as  No.  117S6,  Bangor  &  Aroostook  et  al.  vs.  Aberdeen  ft  Rock- 
flBh  ei  al.  The  whole  of  the  morning  session  was  used  by  Charles 
F.  Choate,  Jr.,  and  Wilbur  LaRoe,  Jr.,  In  presenting  the  view* 
of  the  New  Kngland  carriers  an  to  why  they  should  have  • 
larger  share  of  the  money  paid  by  the  public  for  the  service 
rendered  under  the  joint  undertakings  of  the  New  England  car- 
riers and  their  connections. 

Probably  owing  to  thr  fact  that  the  financial  distress  of  not 
only  the  New  England  but  all  other  carriers  Is  notorious  and 
conceded,  little  time  was  devoted  to  netting  forth  the  facts 
which  caused  the  New  England  carriers  to  resort  to  the  un- 
usual method  for  obtaining  from  their  connections  the  money 
they  thing  they  are  entitled  to  receive.  In  his  argument,  Mr. 
Choate  touched  generally  on  the  facts  with  regard  to  the  physical 
conditions  under  which  the  New  England  carriers  perform  their 
part  of  joint  enterprises  and  the  effect  of  the  long  continuance 
of  old  division  arrangements.  Mr.  LaRoe  went  Into  traffic  de- 
tails to  show  that  the  New  England  roads,  on  much  traffic,  are 
receiving,  as  divisions,  only  from  one-third  to  40  per  cent  of  the 
rates  prescribed  by  the  Commission  in  the  Anderson  scales  as 
reasonable  rates  for  local  application  In  New  England,  while  the 
lines  west  of  the  Hudson,  out  of  the  Joint  rates,  are  receiving 
70,  80,  and  90  per  cent  of  the  local  scales,  also  prescribed  by 
the  Commission  as  reasonable  for  application  on  local  traffic. 

Not  as  a  criticism  of  the  connections  immediately  west  of 
the  Hudson,  he  pointed  out  the  pitifully  small  divisions  the 
New  England  roads  receive  out  of  transcontinental  rates.  The 
latter  rates  are  generally  divided,  75  per  cent  to  the  lines  west 
of  Chicago  and  25  to  the  lines  east,  with  the  small  part  of  the 
25  per  cent  going  to  the  New  England  lines,  notwithstanding 
the  fact  that  they  perform  one  of  the  two  terminal  services. 
Out  of  a  rate  of  $1.66  on  apples  from  Seattle  to  Boston,  he  said, 
the  New  England  carriers,  with  a  200-mile  haul  and  a  terminal 
service,  receive  only  8.5  cents.  He  said  the  connections  west 
of  the  Hudson  were  as  much  dissatisfied  with  the  divisions  on 
transcontinental  business  as  were  the  New  England  railroads. 

Out  of  many  of  the  rates  covering  hauls  of  3,000  and  more 
miles,  Mr.  LaRoe  said,  the  complaining  carriers  receive  only  a 
small  fraction  over  a  straight  mileage  pro  rate.  Out  of  a  rate 
of  $1.20  on  canned  goods  from  San  Francisco  to  Boston,  he  said, 
the  New  England  delivering  carriers  receive  6  cents,  which, 
according  to  statistics  put  into  the  record  in  some  of  the  south- 
western lines'  rate  cases,  is  not  much,  if  any,  more  than  the 
station  cost  of  handling  carload  traffic  on  some  of  the  south- 
western lines. 

In  his  argument  Mr.  Choate  said  the  New  England  lines 
were  essentially  terminal  lines,  and  that  they  had  not  obtained, 
out  of  the  advances  in  rates  made  in  the  last  five  or  six  years 
the  recognition  due  the  terminal  lines  and  their  more  expensive 
service.  The  per  diem,  now  $1,  was  an  exceptionally  great 
burden  on  the  New  England  carriers  because,  of  five  cars  that 
come  loaded  into  New  England,  only  two  go  out  loaded,  he  said. 
The  owning  of  more  equipment  by  New  England  lines,  he  said, 
would  not  remedy  the  situation  because  the  New  England  lines 
cannot  send  their  empty  cars  to  other  carriers  and  demand  per 
diem  on  them. 

Divisions  agreed  on  twenty  or  thirty  years  ago,  he  said, 
did  not  cover  the  changed  conditions,  one  of  which  was  the 
increase  in  per  diem  of  20  cents  to  one  dollar. 

Chairman  Clark  stopped  Mr.  LaRoe  in  the  middle  of  an  ex- 
position of  the  injustice  of  divisions  on  traffic  between  Boston 
and  Pittsburgh  via  Mechanicsville,  with  a  question  as  to  how 
he  would  correct  that  situation.  Commissioner  Hall  also  com- 
mented on  that  situation  by  remarking  that  the  Mechanicsville 
route,  for  one  carrier,  was  circuitous  and  the  rate  was  held  down 
to  74  cents  by  the  direct  route. 

"Well,  if  I  were  given  the  task  of  dealing  with  that  situa- 
tion," said  LaRoe,  "I'd  roll  up  my  sleeves  and  go  at  it  right 
and  the  outcome  would  be  a  more  equitable  division  than  now 
exists,  which  is  an  allowance  to  the  New  England  line  equal 
to  32  per  cent  of  the  Anderson  rate  scale  and  88  per  cent  of 
the  local  rate  to  the  lines  west." 

In  explaining  his  question  to  Mr.  LaRoe,  the  chairman  re- 
marked that  a  perfect  multitude  of  rates  and  divisions  was  put 
before  the  Commission  by  this  question,  with  a  request  to  deal 
with  the  situation  in  a  broad  and  comprehensive  way.  He 
wanted  to  know  how  it  could  deal  with  such  a  multitude  of  rates 
and  divisions.  Mr.  LaRoe  suggested  that  it  would  not  be  neces- 
sary to  deal  with  each  rate,  but  that  there  were  certain  key 
rates  and  divisions  with  which  the  Commission  could  deal  and. 
having  so  dealt  with  them,  divisions  on  other  classes  would  be 
Indicated  to  the  carriers  by  what  had  been  done  with  the  key 
rate  or  situation. 

Commissioner  Potter  wanted  to  know  whether  the  situation 
was  not  susceptible  to  handling  by  the  laying  down  of  some 
general  principles.  Mr.  LaRoe  agreed  to  that,  especially  to  tin- 
suggestion  of  Mr.  Potter  that  if  It  were  shown  that  the  cost  of 
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doing  business  in  New  England  was  greater  than  in  the  rest 
of  the  country,  the  extra  cost  should  be  distributed  over  the 
rest  of  the  country  and  not  Imposed  wholly  on  New  England. 
While  the  suggestion  did  not  appear  concretely  in  the  rec- 
ord Mr  LaRoe  said  the  facts  in  the  record  showed  that  if  the 
divisions  to  the  New  England  carriers  were  increased  15  per 
cent,  they  would  obtain  what  they  thought  they  were  entitled 
to  receive 

"Under  present  conditions  of  traffic?"  asked  Mr.  'Clark. 
"No,  under  conditions  that  were  hoped  for  when  the  esti 
mates   were  made   for  the  purpose   of   Ex  Parte  No.   74,"   said 
Mr.  LaRoe. 

The  defense  of  the  carriers  outside  of  New  England  against 
the  effort  of  the  New  England  lines  to  obtain  larger  divisions 
out  of  the  interterritorial  rates  was  placed  before  the  Commis- 
sion at  the  afternoon  session  April  7.  In  effect,  C.  W.  Noyes 
and  Henry  Wolf  Bikle,  who  spoke  generally  for  the  defendant 
railroads,  contended  that  the  case  was  practically  a  suit  for 
$25,000,000  claimed  by  the  New  England  roads  as  due  them  by 
the  railroads  of  the  rest  of  the  country,  and  not  what  the  New 
England  carriers  claimed  it  was — a  division  case.  They  held 
that  under  the  law,  it  was  incumbent  on  the  complaining  roads 
to  show  what  rates  had  not  been  divided  in  a  just,  reasonable 
and  equitable  way.  Mr.  Bikle,  in  particular  called  attention 
to  the  fact  that,  even  if  the  theory  of  the  New  England  carriers 
that  they  can  maintain  a  case  as  a  group  against  all  other  car- 
riers as  another  group,  was  tenable,  they  failed  to  perform  their 
duty,  because  they  omitted  the  Boston  &  Albany  and  the  Cana- 
dian Pacific  from  the  statistics.  They  also  omitted  the  figures 
pertaining  to  most  important  freight  interchanged  between  the 
two  groups;  also  statistics  pertaining  to  the  Bangor  &  Aroostook. 
Among  the  omissions  is  coal,  14,000,000  tons  of  which  is  carried 
into  New  England  every  year. 

Mr.  Noyes  said  that  each  rate  must  be  examined  so  that 
the  division,  if  held  to  be  without  the  rule  of  the  law,  may  be 
brought  within  it,  as  to  each  participant  in  the  joint  enterprise. 
"They  are  not  asking  for  a  division  of  the  rates,"  said  Mr. 
Bikle.  "They  are  asking  for  more  revenue.  They  have  said 
how  much  money  they  think  they  need  without  saying,  as  to 
each  road  and  each  rate,  how  much  of  a  contribution  should  be 
made  on  account  thereof.  The  whole  case  has  been  conducted 
as  if  it  were  a  demand  for  just  compensation  and  not  a  case 
for  the  division  of  what  there  is,  whether  compensatory  or  not, 
so  that  each  party  to  a  joint  rate  shall  receive  a  fair  share  of 
the  money  derived  from  the  joint  enterprise. 

"Their  own  witnesses  and  counsel  have  denounced  the 
method  of  dividing  the  joint  rates  as  absurd,  illogical  and  a 
mess  of  inconsistencies.  They  ask  you  to  use  that  mess  as  a 
foundation  for  a  different  division  of  the  money  derived  from  the 
rates." 

"Doesn't  the  record  afford  a  method   for  correcting  that? 
asked  Commissioner  Hall. 

"It  does  not,"  said  Mr.  Bikle. 

The  fact  is  that  the  New  England  roads  have  made  sug- 
gestions of  various  kinds  as  to  how  the  division  of  rates  might 
be  made. 

Allan  McCarthy,  for  the  Northampton  &  Bath,  a  cement 
road,  objected  to  any  larger  divisions  for  the  New  England  roads, 
on  cement  from  the  Lehigh  district,  on  the  ground  that  the 
rates  are  not  high  enough  to  warrant  giving  the  New  England 
carriers  any  larger  share  of  the  money.  The  Northampton  & 
Bath  is  contolled  by  the  cement  company  that  has  been  con- 
tending, in  complaints  against  the  New  England  roads,  that 
their  rates  from  the  cement  districts  along  the  Hudson  are  too 
high  in  relation  to  the  joint  rates  from  the  Lehigh  district,  or 
conversely,  that  the  Lehigh  district  rates  are  too  low. 

The  special  facts  pertaining  to  the  Erie  were  put  before  the 
Commission  by  H.  A.  Taylor  and  for  the  Michigan  lines  by 
W.  C.  Bills.  The  roads  represented  by  them  believe  they  have 
special  reasons  for  objecting  to  the  demand  of  the  complaining 
roads  for  larger  divisions. 

Shippers  in  Rhode  Island  cannot,  according  to  Edward  C. 
Southwick,  traffic  manager  for  the  Providence  Chamber  of  Com- 
merce, stand  any  further  increases  in  freight  rates.  Any  in- 
creases, in  his  opinion,  expressed  in  the  conference  called  by  the 
governor  of  Rhode  Island  to  consider  the  suggestion  of  execu- 
tives of  New  England  carriers  for  a  "temporary"  increase  of  10 
per  cent,  would  result  in  drying  up  traffic,  either  by  shutting 
it  out  altogether  or  sending  it  to  the  motor  truck.  He  agrees 
with  President  Hustis  of  the  B.  &  M.  that  the  truck  has  come  to 
stay  but  disagrees  with  him  in  his  implication  that  the  rail- 
roads cannot  hope  to  get  back  any  of  that  business.  His  idea 
is  that  the  railroads  for  distances  in  excess  of  fiftj  miles  can 
render  service  by  making  rates  that  will  be  attractive  to  ship- 
pers, but  higher  rates  will  not  attract  business. 

Mr.  Southwick,  in  his  statement  in  that  conference,  expressed 
the  opinion,  also  voiced  by  railroad  executives,  that  the  national 
agreements  with  the  shop  crafts  and  maintenance  of  way  em- 
ployes have  laid  a  heavy  burden  on  the  New  England  roads  with 
which  the  railroad  executives  cannot  deal  because  they  have 
been  deprived  of  the  power  to  take  into  consideration  local  con- 
ditions and  cost  of  liring  in  various  parts  of  the  country.  A 


further  idea  held  by  him  is  that  the  Commission  has  data  which 
the  Railroad  Labor  Board  should  have  to  the  end  that  it  may 
do   its  share   toward  carrying  out  the  provisions  of   the   trans 
portation  act   calling  for  just  and   reasonable   rates,   a  fair   i 
turn  on   capital,   fair  wages   and   working   conditions,   and 
the  New  England  governors  could  well  serve  their  constituents 
by   asking   the   Commission   to   send   data   to   the   labor   board 

°7t)  The  efficiency  with  which  labor  is  now  being  performed  on  the 
Vnri?S,8  $eWeWSnW.°e^ ,.Xr-Satn1%™r1k\"1IrCconAd?ttions  upon  the 

emCi(^h°ef  naumbe0rno^mployes  and  the  amount  paid  by  the  carrners 
to  such  employes  by  classes  for  the  years  1914  to  1920  .nclus  v 

(d)  The   effect  of  increases  in    freight   rates,    effective   August   20, 
1920,  upon  the  volume  of  freight  both  classes  and  commodities. 

(e)  The  possibility  or  increasing  revenues  of  the  carriers   liy   1 
tber  increases  in  freight  and  passenger  rates. 

(f)  Figures  showing  or  tending  to  show,  whether  the  present  rules 
and  working  conditions  of  the  various  crafts  are  just  and  reasonable. 

(g)  The  probable  operating  expenses  and  revenues  of  the  carnei 

fOF   00  CAaneynoathe5reafacts21in   the   possession   of   the   Commission   pertl- 
nent  to  the  issue  now  pending  before  the  labor  board. 


FOUNDRY  FLASKS,  CHICAGO  TO 
OAKLAND 

Reparation  amounting  to  $1,189.10  is  asked  by  the  Ameri- 
can Manganese  Steel  Co.  of  Chicago  Heights,  111.,  because  the 
rate  assessed  on  a  carload  of  iron  foundry  flasks,  shipped  from 
Chicago  Heights  to  Oakland,  Cal.,  September  8,  1919,  was  in  ex- 
cess of  the  rate  contemporaneously  in  effect  on  rough  steel  cast 
ings  The  defendants  in  the  case,  No.  12264,  hearing  on  which 
was  held  before  Examiner  McQuillan  in  Chicago,  April  15,  are 
the  Director-General  and  the  roads  which  participated  in  the  haul 
of  the  car  involved. 

Forrest  B.  McElroy  of  the  complaining  company  testified  that 
the  rate  assessed  was  $2.19,  the  full  fifth  class  rate,  and  con- 
tended that  the  close  analogy  between  the  flasks  and  ordinary 
rough  castings  entitled  them  to  the  same  rate.  The  flasks  were 
used  to  enclose  the  sand  of  which  iron  moulds  were  made  and 
were  shipped  by  the  American  Manganese  Steel  Co.  to  a  new 
plant  owned  by  it  in  Oakland,  in  an  open  top  car.  C.  B.  Cardy, 
attorney  for  the  complainants,  said  that  further  movement  might 
soon  be  expected,  as  the  flasks  shipped  in  1919  were  about 
worn  out. 

H.  G.  Toll,  member  of  the  standing  rate  committee  of  the 
Transcontinental  Freight  Bureau,  objected  to  the  placing  of 
foundry  flasks  on  the  rough  steel  casting  basis,  which  is  $1.125. 
He  said  that  rate  was  water-compelled  and  that  the  fact  that  the 
carriers  had  to  seek  fourth  section  relief  when  it  was  put  in 
proved  it  to  be  below  reasonable.  He  also  pointed  out  that  there 
was  some  machine  work  on  the  flasks  and  that  they  were  com- 
posed of  several  parts  bolted  together.  It  was  insisted  by  the 
defendants  that  they  were  constructed  of  wrought  iron,  while 
the  complaints  said  the  body  of  the  article  was  of  cast  iron,  the 
handles  alone  being  of  the  higher  grade  material.  The  de- 
fendants also  called  attention  to  the  infrequency  of  the  movement 
as  an  argument  against  the  establishing  of  a  commodity  rate. 


EXPRESS  AND  PACKAGE  CAR  SERVICES 

In  the  April  5  issue  of  the  New  York  Daily  Garment  News, 
Samuel  L.  King,  Jr.,  chairman  of  the  publicity  committee  of  the 
Traffic  Group  of  the  National  Retail  Dry  Goods  Association,  is 
quoted  as  saying  that  "the  package  car  service  in  effect  from 
New  York  to  various  points  is  one  of  the  best  mediums  for  the 
prompt  and  efficient  handling  of  merchandise." 

This  statement  is  made  in  connection  with  the  publication 
of  the  results  of  an  investigation  into  the  various  methods  of 
shipping  goods  made  by  the  Daily  Garment  News.  The  length 
of  time  required  for  a  package  to  reach  various  representative 
points  from  New  York  is  compared  with  the  rate  charged  for  the 
service  in  each  instance  and  the  results  of  the  three  services — 
package  car,  express,  and  parcel  post — tabulated.  Prom  New 
York  to  Chicago,  for  instance,  the  investigation  showed  that 
package  car  deliveries  are  made  on  the  fourth  day  at  a  rate 
of  $1.57%  per  100  pounds,  and  by  express  in  two  days  at  $3.58 
per  100  pounds.  The  parcel  post  rate  on  a  shipment  to  Chicago 
from  New  York,  which  must  be  made  in  two  50-pound  packages, 
is  $6.29  exclusive  of  insurance,  which  is  $2.71  more  than  the  ex- 
press rate  and  $4.71%  more  than  the  package  car  rate.  Parcel 
post  shipments  are  made  in  26  hours'  time,  exclusive  of  delivery 

After  making  similar  comparisons  for  shipments  from  New 
York  to  Memphis  and  San  Francisco,  the  article  sums  up  by 
saying: 

"The  advantages  and  disadvantages  of  each  system  narrows 
down  to  a  problem  of  time  and  money,  and  it  is  up  to  the  ship- 
per which  of  these  he  would  rather  save.  One  system  costs 
lass  but  takes  more  time,  and  the  other  more  money  and  less 
time.  One  disadvantage  of  the  parcel  post  method  is  the  insur- 
ance, as  shipments  may  be  insured  only  up  to  $100,  and  this 
at  a  cost  of  25  cents." 
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NATIONAL  AGREEMENTS  ABROGATED 

Tho  so-colled  national  working  agreements,  negotiated  bo- 
tween  the  Director-General  and  the  railroad  workers  when  the 
roads  were  under  federal  control,  which  have  been  the  subject 
of  controversy  between  the  railroad  corporations  and  the  labor 
unions  ever  since  the  mil  of  thai  IK  riod,  are  to  be  abrogated 
July  1,  1921,  in  favor  of  rules  and  regulations  to  be  negotiated 
In 'lore  that  date  between  the  managements  and  the  workers  of 
individual  roads,  or,  in  eases  where  agreements  of  that  kind 
cannot  be  reached,  in  favor  of  rules  prescribed  by  the  t'.  S. 
Railroad  Labor  Board. 

This  is  the  Labor  Board's  finding  in  decision  No.  119,  handed 
down  April  14  as  the  culmination  of  three  months  of  hearings 
before  that  body.  It  was  the  last  official  act  of  the  board,  as 
i  hen  constituted,  the  terms  of  three  members  expiring  April  15. 
Appended  to  the  decision  is  a  list  of  over  200  class  I  railroads 
and  19  labor  organizations  which  the  decision  affects,  and  also 
a  set  of  rules  to  govern  the  negotiations  prescribed. 

The  decision  is  regarded  as  a  victory  for  the  railroads 
which  have  been  contending  that  the  national  agreements  have 
been  costing  them  nearly  a  million  dollars  every  day  which 
they  have  remained  in  force.  On  the  other  hand,  the  principles 
laid  down  by  the  labor  leaders  in  their  testimony  at  the  hearings 
as  being  necessary  to  proper  relations  between  the  men  and 
their  employers  are  upheld  by  the  board.  These  Include  the 
eight-hour  day  and  the  right  of  the  organized  majority  to  rep- 
resent the  minority  in  any  craft. 

To  assure  expedition  in  the  matters  of  the  prescribed  nego- 
tiations, the  board  has  reserved  to  itself  the  right  to  abrogate 
the  agreements  prior  to  July  1  in  cases  where  the  workers  show 
no  serious  effort  to  reach  an  agreement  with  their  own  man- 
agers, and  the  right  to  prescribe  the  extension  of  the  national 
agreements  beyond  that  date  in  cases  where  the -railroad  man- 
agements seem  unwilling  to  co-operate  with  the  workers  in 
reaching  reasonable  rules. 

The  hearings  in  Docket  No.  101-1,  the  national  agreements 
case,  are  to  continue,  so  that  the  board  may  be  able  to  decide 
what  rules  to  prescribe  where  the  roads  and  their  men  are 
unable  to  reach  an  amicable  agreement. 

The  text  of  the  decision  is  as  follows: 

"This  decision  determines  the  undecided  portion  of  the  dis- 
pute between  the  carriers  and  organizations  of  their  employes 
referred  to  the  Labor  Board,  April  16,  1920.  That  dispute  was 
what  should  constitute  reasonable  wages  and  working  conditions 
on  the  carriers  parties  thereto.  On  July  20,  1920,  this  board 
decided  the  wage  portion.  It  now  decides  upon  a  method 'of 
arriving  at  rules  regulating  working  conditions. 

"From  December  28,  1917,  to  March  1,  1920,  the  President 
took  over  and  operated  through  the  Director-General  of  Railroads 
the  carriers  parties  to  this  dispute.  On  March  1,  pursuant  to 
the  transportation  act,  1920,  these  carriers  reverted  to  their 
owners. 

"During  federal  control  the  Director-General  of  Railroads 
entered  into  contracts  with  organizations  of  employes  of  these 
carriers.  These  contracts,  called  national  agreements,  set  out 
the  classes  of  employes  affected,  define  with  particularity  the 
grades  in  each  class,  specify  work  to  be  done  by  each  grade, 
hours  of  service,  when  payments  shall  be  made,  how  forces 
shall  be  reduced,  seniority  determined,  work  assigned,  griev- 
ances adjusted,  apprentices  trained,  and  otherwise  fix  the  rights 
and  obligations  of  the  parties  as  to  working  conditions.  These 
agreements  by  their  terms  expired  with  federal  control.  In  the 
same  period  certain  orders,  supplements  thereto  and  interpreta- 
tions thereof  relating  to  wages  and  working  conditions  of  railroad 
employes  were  issued  by  the  authority  of  the  Director-General. 
These  orders,  etc.,  among  other  things,  classified  positions,  de- 
termined the  duties  and  rights  of  the  incumbents  and  fixed  the 
wages  to  be  paid  such  incumbents.  These  orders  and  supple- 
ments provided  that  they  should  be  incorporated  into  existing 
agreements  between  railroads  and  their  employes. 

"In  February,  1920,  the  said  organizations  pressed  long 
standing  requests  for  wage  increases  on  the  Director-General 
of  Railroads,  who  declined  to  act,  as  federal  control  was  almost 
at  an  end.  On  February  28,  the  transportation  act  became  law. 
Section  201  provides  that  all  disputes  between  carriers  and  their 
employes  shall  be  considered  and,  if  possible,  decided  in  con- 
ference between  representatives  of  the  parties  and,  if  there  un- 
decided, shall  be  referred  for  decision  to  the  Railroad  Labor 
Board  created  by  the  act.  Accordingly,  the  Association  of  Rail- 
way Executives  appointed  representatives  of  the  carriers  re- 
leased from  federal  control  to  confer  with  representatives  of 
the  organizations  on  the  pending  requests  for  wage  increases. 

"The  representatives  met  in  Washington  on  March  10,  1920. 
On  March  24,  the  employes  requested  that  the  carriers'  repre- 
sentatives secure  authority  to  enter  Into  an  agreement  preserv- 
ing after  September  1,  1920,  the  provisions  of  the  general  orders, 
supplements  and  addenda  issued  by  the  United  States  Railroad 
Administration  as  well  as  the  national  agreements  and  inter- 
pretations thereof.  On  March  30  the  representatives  of  the  car- 
riers declined  to  request  such  authority. 

"No  agreement  was  reached  by  the  conference  on  any  mat- 


ter  ind inputs,  a»d  <*   ApriJ   U  Ui«  Mitlr*  dtafmt*  WM  referred 
to  the  Labor  Board. 

"On  May  3,  1920,  the  organizations  were  Informed  by  tb« 
Chairman  of  the  Association  of  Railway  Executive*  that  the 
Association  had  taken  the  following  action  on  the  request  for 
continuance  of  the  National  Agreements,  order*,  etc.,  of  the 
Railroad  Administration: 

That  tho  matter  of  continuing  national  agreement*.  Inter- 
protatloriH  thereof  ami  general  order*  and  all  other  arrangement* 
negotiated  between  the  United  Statea  Railroad  Administration 
and  the  so-called  .standard  recognized  labor  organization*  *hall 
be  handled  by  negotiation  between  the  management  and  em- 
ploye* of  each  Individual  railway. 

"It  was  further  stated  that  'this  recommendation'  had  been 
conveyed  to  all  the  member  roads  of  the  Association. 

"Accordingly,  the  organizations  arranged  for  the  presenta- 
tion about  May  1,  1920,  to  each  carrier  of  a  request  for  the  con- 
tinuance of  the  National  Agreements,  etc.  Such  requests  were 
thereafter  made  on  each  carrier.  Conferences  on  the  requests 
were  denied  by  the  officers  of  the  carriers  In  general,  on  the 
ground  that  the  matter  had  been  referred  to  the  Labor  Board 
for  decision. 

"In  formulating  Decision  No.  2,  the  Labor  Board  perceived 
that  to  Inquire  into  the  justness  and  reasonableness  of  the  Na- 
tional Agreements,  etc.,  as  well  as  to  decide  what  shall  consti- 
tute just  and  reasonable  wages  was  impracticable.  Time  for 
such  inquiry  was  lacking.  Accordingly,  at  that  time  the  matter 
of  the  National  Agreements  and  of  the  orders,  etc.,  of  the  United 
States  Railroad  Administration  was  thus  disposed  of: 

There  are  In  the  dispute  as  presented  question*  involving 
rules  and  working  conditions,  some  of  which  are  Interwoven 
with  and  materially  affect  earnings  and  wages.  Adequate  In- 
vestigation and  consideration  of  these  questions  would  demand 
time.  Existing  conditions  required  that  the  board  should  make 
as  early  decision  of  the  wage  question  as  practicable.  For  that 
reason  It  has  been  necessary — and  both  parties  to  the  contro- 
versy have  indicated  it  to  be  their  judgment  and  wish — that  the 
board  should  separate  the  questions  involving  rules  and  working 
conditions  from  the  wage  question.  Accordingly,  the  board  has 
not  undertaken  herein  to  consider  or  change  the  rules  and  agree- 
ments now  existing:  or  In  force  by  the  authority  of  the  United 
States  Railroad  Administration  or  otherwise  and  this  decision 
will  be  so  understood  and  applied. 

The  board  assumes  as  the  basis  of  this  decision  the  continu- 
ance In  full  force  and  effect  of  the  rules,  working  conditions  and 
agreements  in  force  under  the  authority  of  the  United  State* 
Railroad  Administration.  Pending  the  presentation,  consideration 
and  determination  of  the  questions  pertaining  to  the  continuation 
or  modification  of  such  rules,  conditions  and  agreements  no 
changes  therein  shall  be  made  except  by  agreement  between  the 
carrier  and  employes  concerned.  As  to  all  the  questions  with 
reference  to  the  continuation  or  modification  of  such  rules,  work- 
Ing  conditions  and  agreements,  further  hearings  will  be  had  at 
the  earliest  practicable  date  and  decision  thereon  will  be  rendered 
as  soon  as  adequate  consideration  can  be  given. 

"On  December  18,  1920,  the  parties  were  notified  to  present, 
beginning  January  10,  1921,  evidence  and  argument  on  this  dis- 
pute. 

"The  evidence  and  arguments  submitted  support  the  follow 
ing  conclusions: 

"The  duty  imposed  by  Section  301  on  all  carriers  and  their 
officers,  employes  and  agents  to  consider  and  if  possible  to  decide 
in  conference  all  disputes  between  carriers  and  their  employes, 
has  not  been  performed  by  the  parties  hereto,  either  with  .  re- 
gard to  the  wage  or  the  working  conditions  portion  of  this  dis- 
pute. The  record  shows  that  the  representatives  of  the  carriers 
were  unwilling  to  assume  the  responsibility  of  agreeing  to  sub- 
stantial wage  increases.  Hence,  the  conference  of  March  10  to 
April  1  on  the  side  of  the  carriers  was  merely  a  perfunctory 
performance  of  the  statute.  Nor  was  the  action  of  the  organi- 
zations with  regard  to  the  individual  carriers  more  than  per- 
functory. Naked  presentation  as  irreducible  demands  of  elaborate 
wage  scales  carrying  substantial  increases,  or  of  voluminous 
forms  of  contract  regulating  working  conditions,  with  instruc- 
tions to  sign  on  the  dotted  line,  is  not  a  performance  of  the 
obligation  to  decide  disputes  in  conference  if  possible.  The 
statute  requires  an  honest  effort  by  the  parties  to  decide  in  con- 
ference. If  they  cannot  decide  all  matters  in  dispute  in  confer- 
ence, it  is  their  duty  to  there  decide  all  that  is  possible  and 
refer  only  the  portion  impossible  of  decision  to  this  Board. 

"Although  Section  301  has  not  been  complied  with  by  the 
parties,  the  Board  has  jurisdiction  of  this  dispute  as  it  is  and 
has  been  one  likely  substantially  to  interrupt  commerce. 

"The  carriers  parties  hereto,  maintain  that  the  direction  of 
this  Board  in  Decision  No.  2,  extending  the  National  Agree- 
ments, orders,  etc.,  of  the  Railroad  Administration  as  a  modus 
Vivendi,  should  be  terminated  at  once;  and  that  the  matter 
should  be  remanded  to  the  individual  carriers  and  their  em- 
ployes for  negotiation  and  individual  agreement 

"The  organizations  maintain  that  the  national  agreements, 
orders,  etc.,  with  certain  modifications  desired  by  the  employes, 
should  be  held  by  this  board  to  constitute  just  and  reasonable' 
rules,  and  should  be  applied  to  all  carriers  parties  to  the  dispute, 
except  to  the  extent  that  any  carrier  may  have  entered  into 
other  agreements  with  its  employes.  They  maintain  that  local 
conferences  requiring  necessarily  the  participation  of  thousands 
of  railroad  employes  for  several  weeks  would  constitute  an 
economic  waste  and  would  produce  a  multiplicity  of  controver- 
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sies  as  well  as  irritation  and  disturbance.  They  also  urge  that 
to  require  local  conferences  would  be  to  expose  the  local  organ- 
izations on  the  several  carriers  to  the  entire  power  and  weight 
of  all  the  carriers  acting  through  the  Association  of  Railway 
Executives  on  the  conferring  carrier;  that  such  a  disparity  of 
force  would  produce  an  inequitable  result  highly  provocative 
of  discontent  and  likely  to  result  in  traffic  interruptions.  They, 
accordingly,  insist  that  the  conference  should  be  national. 

"The  carriers  maintain  that  rules  negotiated  by  the  em- 
ployes and  officers  who  must  live  under  them  are  most  satisfac- 
tory; that  the  participants  in  such  negotiations  know  the  intent 
of  the  rules  agreed  to  and  advise  their  fellow  workmen  and 
officers  accordingly,  thereby  avoiding  a  litigious  attitude  on  both 
sides;  that  substantial  differences  exist  as  between  the  several 
carriers  with  relation  to  the  demands  of  the  service,  necessary 
division  of  labor  and  other  factors,  which  differences  should  be 
reflected  in  the  rules;  that  these  local  differences  can  be  given 
proper  consideration  only  by  local  conferences.  The  carriers 
refuse  to  confer  nationally. 

"The  Labor  Board  is  of  the  opinion  that  there  is  merit  in 
the  contentions  of  each  party  and  has  endeavored  to  take  action 
which  will  secure  some  of  the  advantages  of  both  courses. 

"This  board  is  unable  to  find  that  all  rules  embodied  in 
the  national  agreements,  orders,  etc.,  of  the  Railroad  Administra- 
tion constitute  just  and  reasonable  rules  for  all  carriers  parties 
to  the  dispute.  It  must,  therefore,  refuse  the  indefinite  exten- 
sion of  the  national  agreements,  orders,  etc.,  on  all  such  car- 
riers as  urged  by  the  employes. 

"This  board  also  deems  it  inadvisable  to  terminate  at  once 
its  direction  of  Decision  No.  2  and  to  remand  the  dispute  to 
the  individual  carriers  and  their  employes.  Such  a  course  would 
leave  many  carriers  and  their  employes  without  any  rules  regu- 
lating working  conditions. 

"If  the  Labor  Board  should  remand  the  dispute  to  the  indi- 
vidual carriers  and  their  employes,  and  should  keep  the  direc- 
tion of  Decision  No.  2  in  effect  until  agreements  should  be 
arrived  at,  it  is  possible  that  agreements  might  not  be  arrived  at. 

"The  Labor  Board  believes,  nevertheless,  that  certain  sub- 
ject matters  now  regulated  by  rules  of  the  national  agreements, 
orders,  etc.,  are  local  in  nature  and  require  consideration  of 
local  conditions.  It  also  believes  that  other  subject  matters 
now  so  regulated  are  general  in  character  and  that  substantial 
uniformity  in  rules  regulating  such  subject  matters  is  desirable. 

"The  board  also  believes  that  certain  rules  are  unduly  bur- 
densome to  the  carriers  and  should  in  justice  be  modified.  It 
may  well  be  that  other  rules  should  be  modified  in  the  interest 
of  employes. 

"To  secure  the  performance  of  the  obligation  to  confer  on 
this  dispute,  imposed  by  law  on  officers  and  employes  of  carriers, 
to  bring  about  the  recognition  in  rules  of  difference  between 
carriers  where  substantial,  to  preserve  a  degree  of  uniformity 
in  rules  regulating  subject  matters  of  a  general  nature,  to  pre- 
vent to  some  extent  the  operation  in  negotiations  of  a  possible 
disparity  of  power  as  between  the  carriers  and  their  employes, 
and  to  enable  the  representatives  of  employes  of  each  carrier 
and  the  officers  of  that  carrier  to  participate  in  the  formulation 
of  rules  under  which  they  must  live,  the  Labor  Board  has  deter- 
mined upon  the  following  action: 

Decision 

"1.  The  direction  of  the  Labor  Board  in  Decision  No.  2, 
extending  the  rules,  working  conditions  and  agreements  in  force 
under  the  authority  of  the  United  States  Railroad  Administra- 
tion, will  cease  and  terminate  July  1,  1921. 

"2.  The  Labor  Board  calls  upon  the  officers  and  system 
organizations  of  employes  of  each  carrier  parties  hereto  to 
designate  and  authorize  representatives  to  confer  and  to  decide 
so  much  of  this  dispute  relating  to  rules  and  working  conditions 
as  it  may  be  possible  for  them  to  decide.  Such  conferences 
shall  begin  at  the  earliest  possible  date.  Such  conferences  will 
keep  the  Labor  Board  informed  of  final  agreements  and  dis- 
agreements to  the  end  that  this  Board  may  know  prior  to  July 
1,  1921,  what  portion  of  the  dispute  has  been  decided.  The 
Labor  Board  reserves  the  right  to  terminate  its  direction  of  De- 
cision No.  2  at  an  earlier  date  than  July  1  with  regard  to  any 
class  of  employes  of  any  carrier  if  it  shall  have  reason  to  be- 
lieve that  such  class  of  employes  is  unduly  delaying  the  progress 
of  the  negotiations.  The  Board  also  reserves  the  right  to 
stay  the  termination  of  the  said  direction  to  a  date  beyond 
July  1,  1921,  if  it  shall  have  reason  to  believe  that  any  carrier 
is  unduly  delaying  the  progress  of  the  negotiations.  Rules 
agreed  to  by  such  conferences  should  be  consistent  with  the 
principles  set  forth  in  Exhibit  B,  hereto  attached. 

"3.  The  Labor  Board  will  promulgate  such  rules  as  it  de- 
termines Just  and  reasonable  as  soon  after  July  1,  1921,  as  is 
reasonably  possible  and  will  make  them  effective  as  of  July 
1,  1921,  and  applicable  to  those  classes  of  employes  of  carriers 
parties  hereto  for  whom  rules  have  not  been  arrived  at  by 
agreement. 

The  hearings  in  this  dispute  will  necessarily  proceed 
In  order  that  the  Labor  Board  may  be  in  position  to  decide  with 
reasonable  promptness  rules  which  it  may  be  necessary  to 


promulgate  under  Section  3  above. 

"5.  Agreements  entered  into  since  March  1,  1920,  by  any 
carrier  and  representatives  of  its  employes  shall  not  be  affected 
by  this  decision." 

Exhibit  "B" 

1  An  obligation   rests  upon  management,   upon   each   organi- 
zation of  employes  and  upon  each  employe  to  render  honest,   effl 
oient  and  economical  service  to  the  carrier  serving  the  public. 

2  The    spirit   of   co-operation   between    management    and    em- 
ployes being   essential   to   efficient   operation,    both    parties    will    to 
conduct  themselves  as  to  promote  this  spirit. 

3  Management    having    the    responsibility    for    safe,    efficient 
and    economical    operation,    the    rules    will    not    be    subversive    ot 
necessary  discipline. 

4.  The  right  of  railway  employes  to  organize  for  lawful  ob- 
jects shall  not  be  denied,  interfered  with  or  obstructed. 

6  The  right  of  such  lawful   organization   to  act  toward   law- 
ful   objects    through    representatives    of    its    own    choice,    whether 
employes  of  a  particular  carrier  or  otherwise,   shall   be  agreed   to 
by  management. 

6.  No  discrimination  shall  be  practiced  by  management  as 
between  members  and  non-members  of  organizations  or  as  be- 
tween members  of  different  organizations,  nor  shall  members  of 
organizations  discriminate  against  non-members  or  use  other- 
methods  than  lawful  persuasion  to  secure  their  membership. 
Espionage  by  carriers  on  the  legitimate  activities  of  labor  organi- 
zations or  by  labor  organizations  on  the  legitimate  activities  of 
carriers  should  not  be  practiced. 

7  The  right  of  employes  to  be  consulted   prior  to  a  decision 
of  management  adversely  affecting  their  wages  or  working  condi- 
tions shall   be  agreed   to  by   management.     This   right   of   partici- 
pation   shall    be    deemed    adequately   complied    with    if   and    when 
the  representatives  of  a  majority  of  the  employes  of  each   of  tin- 
several    classes    directly    affected    shall    have    conferred    with    the 
management. 

8.  No   employe   should   be   disciplined   without   a   (air  hearing 
by  a  designated  officer  of  the  carrier.     Suspension  in  proper  cases 
pending  a  hearing,  which  shall  be  prompt,   shall   not  be  deemed  a 
violation    of   this   principle.      At    a    reasonable    time    prior    to    the 
hearing  he  is  entitled  to  be  apprised  of  the  precise  charge  against 
him.     He   shall   have   reasonable   opportunity   to   secure   the   pres- 
ence of  necessary  witnesses  and  shall   have  the   right   to  be   there 
represented  by  a  counsel  of  his  choosing.     It'  the  judgment  shall 
be  in  his  favor,  he  shall  be  compensated  for  the  wage  loss,  if  any. 
suffered  by  him. 

9.  Proper  classification  of  employes  and  a  reasonable  defini- 
tion  of  the   work   to   be  done   by   each   class,    for   which   just   and 
reasonable  wages  are  to  be  paid,   is  necessary,   but  shall  not   un- 
duly impose  uneconomical  conditions  upon  the  carriers. 

10.  Regularity   of   hours   or   days   during   which    the   employe 
is  to  serve  or  hold  himself  in  readiness  to  serve  is  desirable. 

11.  The    principle    of   seniority    long   applied    to    the    railroad 
service  is  sound   and   should   be  adhered   to.     It  should   be   so   ap- 
plied as  not  to  cause  undue  impairment   of  the   service. 

12.  The  board  approves  the  principle   of  the  eight-hour  day. 
but   believes   it   should    be   limited    to   work    requiring   practically 
continuous  application  during  eight  hours.     For  eight  hours'  pay 
eight  hours'  work   should   be   performed   by  all   railroad   employes 
except  engine  and  train  service  employes,  regulated  by  the  Adam- 
son  Act,  who  are  paid  generally  on  a  mileage  basis  as  well  as  on 
an  hourly  basis. 

13.  The  health  and  safety  of  employes  should  be  reasonably 
protected. 

14.  The  carriers  and  the  several  crafts  and  classes  of  railroad 
employes   have   a   substantial    interest    in    the   competency   of    ap- 
prentices   or    persons    under    training.      Opportunity    to    learn    any 
craft  or  occupation  shall   not  be  unduly   restricted. 

15.  Th-e  majority  of  any  craft  or  class  of  employes  shall  have 
the  right  to  determine  what  organization  shall  represent  members 
of  such  craft  or  class.     Such  organization  shall  have  the  right  to 
make   an   agreement   which    shall   apply   to    all    employes    in   suc-'n 
craft  or  class.     No  such  agreement  shall   infringe,   however,    upon 
the  right  of  employes  not  members  of  the  organization  represent- 
ing  the    majority   to    present    grievances    either    in    person    or    by 
representatives  of  their  own  choice. 

16.  Employes  called  or  required  to   report  for  work,   and   re- 
porting   but    not    used,    should    be    paid    reasonable    compensation 
therefor. 

It  was  announced  at  the  Labor  Board  April  13  that  the 
hearing  of  the  prepared  rebuttal  of  B.  M.  Jewell,  president  of  the 
railway  employes'  section  of  the  A.  F.  of  L.,  in  the  rules  and 
regulations  case,  which  was  suspended  at  noon  that  day,  would 
not  be  resumed  until  April  25. 

The  joint  hearing  of  the  wage  disputes  on  26  railroads  will 
begin  April  18,  with  the  hearing  of  testimony  on  behalf  of  the 
railroads.  As  only  eight  hours  will  be  allowed  each  side  for 
presenting  oral  testimony,  the  evidence,  it  is  expected,  will  be 
general  in  character,  probably  confining  itself  to  an  attempt  to 
prove  that  the  cost  of  living  has  been  materially  reduced  since 
July,  1920,  when  the  wage  increases  provided  for  in  the  board's 
decision  No.  2  went  into  effect.  No  additional  roads  have  been 
added  to  the  original  list  of  26,  but  there  is  a  possibility  of 
several  more  being  included  before  the  opening  of  the  hearing. 

Labor  leaders  were  not  satisfied  with  the  formal  denial,  en- 
tered by  representatives  of  the  Pennsylvania  at  the  hearing  on 
rules  and  regulations  before  the  Labor  Board,  April  8,  in  which 
the  road  as  a  whole,  and  I.  W.  Geer  in  particular,  repudiated 
the  letter  introduced  by  labor  leaders,  March  22,  which  they 
alleged  had  been  written  by  Mr.  Geer,  as  general  manager  of  the 
southwestern  region  of  the  Pennsylvania,  and  sent  to  the  minor 
executives  in  that  region.  The  letter  advised  the  officials  to  "use 
every  available  means"  to  obtain  certain  information  even  to 
"resorting  to  defamation  of  all  labor  organizations  if  necessary." 

Prank  P.  Walsh,  attorney  for  the  labor  unions,  insisted  that 
the  letter  had  been  introduced  in  good  faith  and  requested  that 
Mr.  Geer,  as  well  as  several  subordinates  who  might  have  know- 
ledge of  such  a  letter,  be  ordered  to  appear  before  the  board  for 
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<iue.stionlng.  The  board  Indicated  that  the  request  would  be 
taken  under  advisement. 

The  rest  of  the  .session,  April  8,  wan  given  over  the  detailed 
testimony  by  Frank  Mc.Manamy.  assistant  director  of  operations 
for  the  Railroad  Administration,  regarding  the  correspondence 
and  conferences  which  led  up  to  the  adoption  of  the  national 
agreements. 

Frank  McManamy,  assistant  director  of  operations  for  the 
Railroad  Administration  durfng  federal  control,  completed  his 
testimony  at  a  short  session  of  the  Labor  Board,  April  11.  Mr. 
Mi-.Manamy  was  cross-examined  by  James  M.  Sheehan,  counsel 
for  the  railroads,  regarding  the  piece  work  plan  and  the  na- 
tional agreements.  He  expressed  satisfaction  with  the  piece 
work  method  of  paying  for  mechanical  work  but  added  that  he 
believed,  with  proper  supervision,  the  same  degree  of  efficiency 
could  be  attained  on  a  straight  time  work  basis.  Most  of  the 
questioning  bore  on  details  of  the  negotiations  preceding  the 
adoption  of  the  national  agreements  as  outlined  by  the  witness 
in  his  previous  testimony. 

B.  M.  Jewell,  president  of  the  railway  employes'  section  of 
the  American  Federation  of  Labor,  continued  with  the  presenta- 
tion of  his  prepared  rebuttal  April  12. 


LABOR  BOARD  VACANCIES 

Tlit  Traffic  World  Washington  Bureau 

Six  nominations  from  which  President  Harding  will  select 
the  nominee  to  fill  the  vacancy  on  the  Railroad  Labor  Board, 
caused  by  the  expiration  of  the  term  of  William  L.  Park,  mem- 
ber of  the  management  group  of  the  board,  were  submitted  to 
the  President.  April  13,  by  T.  DeWitt  Cuyler,  chairman  of  the 
Association  of  Railway  Executives.  The  names  were  not  made 
public  but  it  is  understood  that  Mr.  Park's  name  was  in  the 
list  submitted. 

James  J.  Forrester,  member  of  the  labor  group  of  the  board, ' 
who  has  been  renominated  by  the  railroad  employes'  unions  in 
Group  3,  under  the  Commission's  regulations  governing  the  mak- 
ing of  nominations,  it  is  expected,  will  be  reappointed  to  the 
board.  As  far  as  could  be  learned  at  the  White  House,  no  other 
labor  nominations,  with  the  exception  of  that  of  Mr.  Forrester 
and  of  those  made  by  several  minor  railroad  employes'  organi- 
zations several  weeks  ago,  have  been  sent  to  the  White  House. 

The  name  of  Wesley  G.  Hill,  of  Philadelphia,  formerly  in 
'he  diplomatic  service,  has  been  mentioned  in  connection  witli 
the  vacancy  on  the  public  group  of  the  board,  caused  by  the 
expiration  of  the  term  of  Henry  T.  Hunt,  of  Cincinnati.  It  IB 
understood  that  Mr.  Hunt  will  not  be  reappointed  by  the 
President. 


RATE  SECTION  AMENDMENT 

The  Traffic  World  Washington  Bureau 

Representative  Sweet,  of  Iowa,  member  of  the  House  com- 
mittee on  interstate  commerce,  is  preparing  an  mendment  to 
the  transportation  act  which  would  repeal  that  part  of  section 
15a  directing  the  Commission  to  prescribe  a  level  of  rates  that 
will  yield  as  nearly  as  may  be  a  net  annual  railway  operating 
income  of  5%  or  6  per  cent  on  the  aggregate  value  of  carrier 
property  devoted  to  the  service  of  transportation. 

"I  am  of  the  opinion  that  the  question  of  rate  making  should 
be  left  to  the  sound  discretion  of  the  Commission,  without  being 
hedged  about  by  arbitrary  rules  and  provisions  of  law,"  said  he. 

Mr.  Sweet  believes  that  the  regulation  of  rates  by  the  Com- 
mission should  be  restored  to  the  status  existing  before  the 
enactment  of  the  transportation  act.  The  amendment  which  he 
proposes  to  submit  would  be  intended  to  accomplish  that  pur- 
pose and  provision  for  division  of  excess  earnings  would  be 
eliminated. 

The  requirements  of  the  rate-making  section  of  the  trans- 
portation act  impose  an  almost  impossible  task  on  the  Commis- 
sion, Mr.  Sweet  said,  because  of  the  difficulties  in  arriving  at  a 
proper  valuation  of  carrier  property. 

The  increases  in  rates  authorized  by  the  Commission  to 
meet  the  mandate  of  the  rate-making  section,  coupled  with  the 
depression  in  business,  has  prevented  the  movement  of  traffic, 
Mr.  Sweet  said. 

"It  would  appear  that  the  railway  executives  of  the  coun- 
try have  looked  on  the  raising  of  rates  as  a  remedy  and  over- 
looked the  important  question  that  rates  can  be  so  high  that  they 
will  be  destructive  not  only  of  railway  transportation  and  rail- 
way business,  but  all  other  classes  of  business  which  come  In 
contact  with  and  are  dependent  upon  the  railways,"  said  he. 

At  the  last  session  of  Congress,  Mr.  Sweet  expressed  the 
view  that  the  labor  provisions  of  the  transportation  act  should 
be  amended  to  provide  for  the  establishment  of  adjustment 
boards  such  as  existed  under  the  Railroad  Administration  dur- 
ing federal  control.  He  has  not  decided  whether  he  will  offer 
an  amendment  to  the  labor  sections,  but  he  says  there  should 
be  a  method,  at  least,  whereby  adjustment  boards  could  handle 
a  xreat  part  of  the  work  which  now  goes  to  the  Railroad  Labor 
Hoard  and  that  the  board  should  be  used  as  an,  appeal  tribunal 
to  settle  disputes  that  are  not  settled  by  the  lower  boards. 


NEW  LEGISLATION  PROPOSED 

Tlit  Traffic  H'o'ld  Waihinflo*  Burttu 

A  bill  to  establish  "uniform  rate*  for  tbe  carriage  of  freight" 
was  Introduced,  April  12.  by  Senator  King,  of  Utah.  Tbe  bill 
provides  "that  the  standard  of  measure  of  work  nnd  duty  per- 
formed by  a  common  carrier  In  the  transportation  of  freight  by 
railroad  shall  be  the  ton-mile,  which  Is  the  transportation  of  one 
ton  of  2,000  pounds'  weight  of  freight  the  distance  of  one  mile," 
and  that  on  or  before  January  1,  1922,  "each  carrier  shall  make 
and  establish  a  basic  rate  per  ton  mile  for  the  transportation 
of  freight."  These  basic  rates  would  be  filed  with  the  Commis- 
sion and  become  the  lawful  basic  rates  when  approved  by  th*> 
Commission.  In  the  event  any  carrier  failed  to  file  such  rates, 
the  Commission  would  be  empowered  to  establish  the  basic  rate. 

Provision  Is  made  for  five  classes  of  freight  to  be  designated 
by  the  carriers.  First  class  would  move  at  twice  the  basic 
rate,  second  class  at  four  times  the  basic  rate,  third  class  at  .<>lx 
times,  fourth  class  at  eight  times,  and  fifth  class  at  ten  times. 
The  carriers  also  would  establish  car  rates  and  fix  minimum 
car  weights. 

Senator  King  believes  passage  of  the  bill  would  remove  dls 
criminations  in  freight  rates. 

The  power  delegated  to  the  United  States  Railroad  Labor 
Board  by  the  transportation  act  will  be  transferred  to  the  Inter- 
state Commerce  Commission  If  a  bill  introduced  in  the  House, 
April  11,  by  Representative  Tincher.  of  Kansas,  becomes  law. 
Repeal  of  the  sections  creating  the  Labor  Board  is  provided  for 
in  the  bill  and  by  the  remaining  sections  the  Commission  would 
be  substituted  for  the  Labor  Board. 

It  is  Representative  Tincher's  view  that,  since  wages  com- 
prise the  largest  single  item  of  operating  expense,  they  should 
be  fixed  by  the  same  tribunal  that  regulates  rates  and  that  the 
present  system  of  having  one  body  fix  wages  and  another  rates 
is  indefensible. 

The  proposal  to  have  the  Commission  regulate  wages  as  well 
as  rates  was  considered  by  the  interstate  commerce  committees 
of  both  branches  of  Congress  when  the  transportation  act  was 
being  drafted,  but  it  was  rejected.  The  Commission  was  opposed 
to  such  an  extension  of  its  power. 

"I  regard  the  transportation  problem  as  even  more  pressing 
in  importance  than  the  revision  of  the  tax  laws,  and  very  much, 
more  so  than  a  revision  of  the  tariff."  said  Representative  Black, 
of  Texas,  in  commenting  on  his  reintroduction  in  the  House, 
April  11,  of  the  two  resolutions  calling  on  the  Railroad  Labor 
Board  and  the  Interstate  Commerce  Commission  to  review  their 
wage  and  rate  decisions  of  last  July,  with  a  view  toward  making 
a  revision  downward  in  wages  and  rates. 

"The  condition  of  business  and  trade  in  the  United  States, 
especially  agriculture,  demands  more  moderate  rates  of  trans- 
portation. It  is  not  my  contention,  however,  that  high  freight 
rates  are  the  only  cause  of  business  depression,  but  reasonable 
and  fair  transportation  charges  are  so  fundamentally  essential 
to  general  prosperity  that  substantial  relief  in  that  respect  along 
sane  and  constructive  lines  would  propably  contribute  more  to 
a  resumption  of  business  than  any  other  one  factor. 

"The  earnings  of  most  of  the  railroads  at  present  are  such  as 
to  threaten  receivership  for  all  but  the  strongest  of  them  unless 
something  is  done  to  correct  the  situation.  Everybody  agrees 
that  a  further  increase  in  rates  is  not  to  be  thought  of.  Traffic 
now  has  all  it  can  bear.  The  only  possible  solution  is  a  reduc- 
tion in  rates  so  that  traffic  can  again  move  freely  to  distant  con- 
suming centers.  Inasmuch  as  wages  now  make  up  over  60  per 
cent  of  the  cost  of  operation  of  the  carriers,  and  in  some  cases 
as  high  as  70  per  cent,  manifestly  some  reduction  must  be  made 
in  this  item  of  expense  before  rates  can  possibly  come  down. 

"Therefore  the  Railroad  Labor  Board  should  take  note  of 
this  condition  and  act  speedily.  Conditions  are  such  as  not  to 
admit  of  long  drawn  out  and  dilatory  hearings.  The  purpose 
of  my  resolution  is  to  direct  the  board  to  act.  Reduction  in 
wages  is  not  the  only  economy  that  the  railroads  can  and  should 
put  into  effect,  but  also  such  other  economies  as  are  possible 
should  be  compelled  by  the  Interstate  Commerce  Commission, 
in  so  far  as  it  has  the  power  to  act  under  the  transportation  law. 
The  outstanding  fact  is  that  the  nation's  transportation  costs  are 
too  high,  and  cannot  continue  on  that  level  without  great  detri- 
ment to  the  country  in  general.  The  people  expect  action  and 
not  delay." 

Senator  Jones  of  Washington,  April  12,  introduced  a  bill 
which  would  exempt  all  American  vessels  passing  through  the 
Panama  Canal  from  the  payment  of  canal  tolls  on  and  after  the 
bill  became  a  law. 

Representative  Longworth  of  Ohio  has  reintroduced  his  bill 
providing  for  tax  revision,  including  repeal  of  the  transportation 
taxes.  A  similar  bill  also  was  introduced  by  Representative 
Bacharach  of  Now  Jersey. 

Senator  Cummins  i  eintroduced  the  bill  (S.  539)  amending 
the  valuation  section  of  the  interstate  commerce  act  so  as  to 
relievo  the  Commission  of  ascertaining  and  reporting  the  cost 
of  reproduction  of  carrier  lands  in  the  valuation  proceedings, 
and  the  bill  (S.  540)  making  it  unlawful  and  to  punish  the  giving 
of  commissions,  bribes  or  rewards  to  railroad  employes.  He 
also  introduced  a  bill  (S.  538)  to  require  carriers  to  equip  their 
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locomotives  with  safe  and  suitable  boilers  and  appurtenances 

^Senator  Poindexter  reintroduced  his  bill  (S.  16)  prohibiting 
interference  with  interstate  commerce,  commonly  referred  to  as 
the  Poindexter  anti-strike  bill,  and  also  a  bill  (S.  24)  providing 
for  free  passage  through  the  Panama  Canal  for  American  ships. 

Senator  McKellar  introduced  a  bill  (S.  331)  authorizing  and 
directing  the  Interstate  Commerce  Commission  to  establish  a 
system  of  mileage  books  to  be  issued  to  commercial  travelers 
at  reduced  rates  by  all  railroad  companies  carrying  passengers. 

Senator  Trammell  introduced  a  resolution  (S.  Res.  31)  direct 
ing  the  Interstate  Commerce  Commission  to  investigate  "the 
present  high  freight  rates  being  charged  on  citrus  fruits,  vege- 
tables and  other  perishable  farm  products,  with  a  view  to  bring- 
ing about  early  legislation  that  will  result  in  a  reduction  of 
the  existing  freight  rates  on  such  perishable  products. 

Senator  Pittman  presented  a  resolution  from  the  legislature 
of  Nevada  calling  on  Congress  to  amend  the  transportation  act 
so  as  to  protect  and  preserve  state  control  over  rates,  service 
and  facilities.  A  similar  memorial  from  the  Utah  legislature 
was  presented. 

Senator  Phipps  presented  a  resolution  from  the  Colorado 
legislature  calling  on  the  Commission  to  make  an  investigation 
to  determine  the  possibility  of  lowering  freight  rates  on  live 
stock  and  agricultural  products  from  points  in  Colorado  to  the 
Missouri  River  and  east  thereof. 

Senator  Ashurst  submitted  a  resolution  from  the  Arizona 
legislature  calling  on  Congress  to  amend  the  transportation  act 
so  that  "the  authority  of  the  states  over  intrastate  traffic  in 
their  respective  territories  will  be  maintained  without  an  op- 
portunity for  misrepresentation." 

Representative  Logan  introduced  a  bill  (H.  R.  92)  to  provide 
a  penalty  of  $50  for  failure  of  a  common  carrier  to  adjust  and 
pay  within  40  days  claims  for  freight  overcharged  or  for  loss 
of  or  damage  to  property  and  baggage  while  in  the  possession 
of  a  common  carrier.  The  40-day  period  would  date  from  the 
time  of  the  filing  of  the  claim. 

Representative  Madden  reintroduced  his  bill  (H.  R.  101)  pro- 
viding for  the  abolition  of  "Jim  Crow"  cars. 

Representative  Anderson  reintroduced  his  bill  (H.  R.  233)  re- 
Quiring  carriers  to  supply  necessary  warehouse  facilities  on  the 
Atlantic  coast  and  Gulf  coast. 

Representative  Denison  reintroduced  the  bill  (H.  R.  250)  pro- 
viding that  the  Panama  Canal  rules  of  measurement  should  be 
applied  to  American  vessels  passing  through  the  Panama  Canal. 
Under  the  present  rules  of  measurement,  it  is  charged,  American 
vessels  are  placed  at  a  disadvantage  with  foreign  vessels. 

A  "rigid  long-and-short-haul"  bill  (H.R.  263),  amending  sec- 
tion 4  of  the  interstate  commerce  act,  was  introduced  by  Repre- 
sentative Hayden  of  Arizona. 

Representative  Kincheloe  of  Kentucky  introduced  a  bill 
(H.  R.  288)  amending  section  206  (c)  of  the  transportation  act 
so  that  the  time  for  the  filing  of  overcharge  claims  arising  dur- 
ing the  period  of  federal  control  would  be  extended  one  year. 

Senator  Smoot  reintroduced  the  bill  (S.  429)  amending  sec- 
tion 10  of  the  Clayton  anti-trust  act,  relating  to  dealings  between 
carriers  and  supply  companies,  which  was  recommended  for 
passage  at  the  last  session  of  Congress  by  the  Senate  com- 
mittee on  interstate  commerce. 

Representative  Wright  of  Georgia  introduced  a  bill 
(H.  R.  2409)  providing  for  restoration,  for  a  period  of  one  year 
within  30  days  after  passage  of  the  act,  of  the  freight  and  pas- 
senger rates  which  were  in  effect  just  prior  to  the  Commission's 
decision  in  Ex  Parte  74.  The  bill  also  provides  that  in  the  year 
the  Commission  shall  readjust  freight  and  passenger  charges. 

Senator  Frelinghuysen  reintroduced  the  bill  (S.  41)  providing 
for  the  establishment  of  seasonal  freight  rates  on  coal,  coke  and 
anthracite,  for  the  purpose  of  inducing  the  movement  of  coal 
in  periods  when  the  demand  therefor  is  light. 

Senator  Poindexter  reintroduced  his  fourth  section  bill  (S.  15) 
providing  for  rigid  application  of  the  long-and-short-haul  rule  of 
the  section. 

Representative  Madden  introduced  a  bill  (H.  R.  103)  amend- 
ing the  labor  sections  of  the  transportation  act  by  providing  that 
"the  predominant  existing  hourly  or  mileage  units  employed  in 
computing  time  and  on  overtime,  or  the  predominant  existing 
rules  and  practices  governing  working  conditions  shall  be  stand- 
ardized and  applied  alike  to  all  classified  carrier  employes." 

A  bill  (H.  R.  280)  authorizing  reduced  rates  of  transportation 
for  members  of  the  military  and  naval  forces  was  introduced 
by  Representative  Hicks. 

Railroads  would  be  authorized  to  make  special  rates  to 
school  children  and  necessary  attendants  between  any  stations 
In  the  United  States  and  Washington,  D.  C.,  who  visit  the  Capitol 
for  educational  purposes  under  a  bill  (H.  R.  Ill)  introduced  by 
Representative  Mason. 

Representative  Kahn  introduced  a  bill  (H.  R.  201)  providing 
for  the  creation  of  an  Air  Navigation  Commission  to  regulate 
air  navigation  and  air  traffic.  The  commission's  duties  would 
relate  to  the  licensing  of  operators  of  airplanes  and  of  airdomes 
and  to  the  formulation  of  rules  and  regulations  governing  air 
traffic. 


A  report  to  the  effect  that  the  Senate  committee  on  inter- 
state commerce  would  meet  this  week  to  consider  legislation 
looking  to  the  elimination  of  the  Railroad  Administration  and  the 
assignment  of  its  duties  to  the  Interstate  Commerce  Commis- 
sion or  the  Treasury  Department,  was  said  by  Senator  Cummins, 
chairman  of  the  committee,  April  11,  to  be  without  foundation. 
He  said  he  had  no  knowledge  that  such  legislation  was  pro- 
posed There  was  some  dissatisfaction,  he  said,  because  the 
Railroad  Administration  had  not  jnade  greater  progress  in  the 
last  year  in  effecting  settlements  with  the  railroads. 

Senator  Harreld  of  Oklahoma  submitted  a  resolution  adopted 
by  the  Oklahoma  legislature  petitioning  Congress  to  enact  legis- 
lation to  nullify  the  action  of  the  Interstate  Commerce  Com- 
mission in  prescribing  intrastate  rates  in  the  intrastate  rate  cases 
it  has  decided  under  the  transportation  act. 

A  resolution  of  the  Commercial  Traffic  Managers'  Association 
of  Macon,  Ga.,  favoring  legislation  extending  the  period  in  which 
overcharge  claims  arising  during  federal  control  may  be  filed 
and  collected  to  March  1,  1922,  was  submitted  by  Senator  Harris 

Senator  Fletcher  of  Florida  reintroduced  his  bill  (S.  621)  pro- 
vidin"  for  amendment  of  section  206  (c)  of  the  transportation  act 
so  as  to  extend  for  one  year  from  March  1,  1921,  the  time  in 
which  claims  for  reparation  and  overcharges  arising  during 
federal  control  may  be  filed. 

Representative  Kahn  of  California  introduced  a  bill  (H 
2894)  amending  section  22  of  the  interstate  commerce  act  author- 
izing carriers  to  issue  5,000-mile  mileage  books  at  the  rate  of  2% 
cents  a  mile. 

A  hill  (S.  665)  providing  for  free  tolls  for  American  ships 
passing  through  the  Panama  Canal  was  introduced  by  Senator 
Borah  of  Idaho. 

Representative  Blanton  of  Texas  reintroduced  his  bill  (H.  K. 
223)  designed  to  prohibit  strikes  of  railroad  employes. 

GARTNER  DRAFTS  BILL 

The  Traffic  World  Washinyloti  BHICJ-.I 

A  suggestion  that  the  judicial  and  administrative  or  execu- 
tive functions  of  the  Commission  be  separated  and  placed  in 
charge  of  distinct  branches  has  been  made  by  Karl  K.  Gartner, 
formerly  an  examiner  of  the  Commission.  He  has  discussed  the 
desirability  of  such  a  separation  with  Senator  Cummins,  chair- 
man of  the  Senate  committee  on  interstate  commerce.  At  the  re- 
quest of  the  senator,  Mr.  Gartner  has  embodied  his  views  in  the 
rough  draft  of  a  bill. 

The  primary  object  is  to  relieve  the  Commission  from  t 
necessity  of  having  its  whole  membership  sit  in  solemn  conclave 
on  the  question  whether  the  hand-hold  on  a  freight  car  shall  be 
fourteen,  or  thirteen  inches  long  or  whether  there  should  be  an  in- 
quiry into  the  distribution  of  cars. 

Another  object  is  also  to  separate  the  Commission  so  that,  in 
the  administration  of  the  visitorial  and  prosecuting  powers  grant- 
ed in  the  act,  what  might  be  called  the  prosecuting  machinery 
would  not  be  the  same  as  the  machinery  that  decided  whether 
anything  was  wrong. 

In  the  draft  of  the  bill  Mr.  Gartner  sets  forth  that  nothing 
in  the  bill  is  to  be  taken  as  indicating  a  desire  to  create  an  addi- 
tional governmental  agency.  On  the  contrary,  the  bill  pro- 
vides that  the  two  branches  are  to  have  the  same  secretary,  the 
same  disbursing  officer  and  so  forth. 

In  the  administration  of  the  law  the  Commission  is  re- 
quired, when  in  its  opinion  it  is  necessary,  to  make  investiga- 
tions. In  the  exercise  of  that  power  in  the  New  Haven  case,  for 
instance,  the  Commission  ordered  the  inquiry.  Gartner  was  at- 
torney for  the  Commission.  Had  any  further  proceedings  fol- 
lowed that  inquiry  the  Commission  would  have  been  placed  in 
the  attitude  of  having  made  charges  and  then  sitting  as  the 
judge  on  the  charges  formulated  by  it. 

The  suggested  bill  provides  for  an  increase  of  the  Commis- 
sion to  twelve  members,  not  more  than  six  of  whom  shall  be 
members  of  the  same  political  party.  Three  members  of  the 
Commission  are  to  constitute  the  administration  branch  and  the 
other  nine  the  judicial  branch.  The  judicial  branch,  if  the  sep- 
aration were  made,  would  have  exclusive  charge  of  the  bureau 
of  formal  cases  and  the  bureau  of  dockets.  The  jurisdiction  of 
all  other  branches  of  the  Commission  would  be  assigned  to  the 
administration  branch. 

The  administration  branch  commissioners  would  be  appoint- 
ed by  the  President,  but  he  relieved  of  any  responsibility  for  any 
of  the  judicial  proceedings.  In  the  same  way  the  members  of  the 
judicial  branch  would  be  relieved  of  any  and  all  responsibility 
for  the  administrative  or  executive  work  of  the  Commission. 

Under  such  a  distribution  of  the  work,  the  solicitor  for  the 
Commission  would  be  under  the  control  of  the  administration 
branch.  He  has  nothing  now  to  do  with  the  trial  of  the  rate 
cases  before  the  Commission,  but  he  must  go  to  court  and  defend 
the  orders  and  opinions  of  the  Commission  when  it  has  acted  in 
its  judicial  capacity. 

The  two  branches  of  the  Commission  would  sit  and  vote 
together  only  in  such  matters  as  pertained  to  both  branches,  or, 
as  the  draft  of  the  bill  calls  them,  inter-branch  matters. 
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The  judicial  branch  would  b«  authorUrd,  aa  at  present,  to 
•rente  divisions  for  the  ezpedttloua  handling  of  different  CUSPS, 
but  Its  members  would  not  have  to  think  of  any  administrative 
matter  except  when  such  administrative  matter  was  one  In 
which  those  intonated  would  have  the  right  to  demand  a  public 
hearing  as  a  condition  precedent  to  the  issuance  of  an  order. 

All  orders  Initiating  investigations  would  originate  with  the 
administration  branch.  That  is  to  say,  If  there  was  such  a 
volume  of  complaint  about  the  distribution  of  coal  cars  as  would 
wan-ant,  it  would  Issue  the  order,  and  then  the  judicial  branch 
would  take  the  testimony  and  Issue  an  appropriate  order.  All  ques- 
tions of  further  hearing  or  rehearing  would  have  to  be  dec-id'  <l  l>> 
the  judicial  branch.  All  questions  as  to  whether  the  Commission 
nhould  itself  initiate  a  proceeding  would  originate  with  the 
administration  branch.  In  that  respect  the  division  would  result 
in  a  separation  of  the  work  along  the  lines  followed  in  the  divi- 
sion of  labor  between  the  different  parts  of  the  Judiciary.  That 
is  to  say,  the  administration  branch  would  practically  be  the 
same  as  the  district  or  prosecuting  attorney,  who  is  part  of  the 
court,  but  makes  no  judicial  decisions.  His  decisions  are  as  to 
whether  what  has  been  placed  before  him  tend  to  show  a  viola- 
tion of  the  law.  Whether  there  has  been  a  violation  of  the  law 
is  determined  by  the  judge  and  jury,  also  a  part  of  the  judiciary 
system. 

In  the  same  way  the  administration  branch  would  determine, 
in  the  first  instance,  whether  there  was  reasonable  ground  for 
going  ahead  and  the  judicial  branch  would  decide  whether  th« 
facts  shown  warranted  an  order  in  the  matter. 


THE  PRESIDENT'S  MESSAGE 

(Extracts  from  President  Handing's  address  to  Congress.  April  12.) 
To-day  American  agriculture  is  menaced,  and  its 
products  are  down  to  prewar  normals,  yet  we  are  endangering 
our  fendamental  industry  through  the  high  cost  of  transoprta- 
tion  from  farm  to  market  and  through  the  Influx  of  foreign 
farm  products,  because  we  offer,  essentially  unprotected,  the 
best  market  in  the  world.  It  would  be  better  to  err  in  protect- 
ing our  basic  food  industry  than  paralyze  our  farm  activities  in 
the  world  struggle  for  restored  exchanges.  *  *  * 

The  great  interest  of  both  producer  and  consumer — indeed, 
all  our  industrial  and  commercial  life,  from  agriculture  to  finance 
—  in  the  problems  of  transportation  will  find  its  reflex  in  your 
concern  to  aid  re-establishment,  to  restore  efficiency,  and  bring 
transportation  cost  into  a  helpful  relationship  rather  than  con- 
tinue it  as  a  hindrance  to  resumed  activities. 

It  is  little  to  be  wondered  that  ill-considered  legislation,  the 
war  strain,  government  operation  in  heedlessness  of  cost,  and 
the  conflicting  programs,  or  the  lack  of  them,  for  restoration, 
have  brought  about  a  most  difficult  situation,  made  doubly  diffi- 
cult by  the  low  tide  of  business.  All  are  so  intimately  related 
that  no  improvement  will  be  permanent  until  the  railways  are 
operated  efficiently  at  a  cost  within  that  which  the  traffic  can 
bear. 

If  we  can  have  it  understood  that  Congress  has  no  sanction 
for  government  ownership,  that  Congress  does  not  levy  taxes 
upon  the  people  to  cover  deficits  in  a  service  which  should  be 
self-sustaining,  there  will  be  an  avowed  foundation  on  which  to 
rebuild. 

Freight  carrying  charges  have  mounted  higher  and  higher 
until  commerce  is  halted  and  production  discouraged. 

Railway  rates  and  cost  of  operation  must  be  reduced. 

Congress  may  well  investigate  and  let  the  public  under- 
stand wherein  our  system  and  the  federal  regulations  are  lacking 
in  helpfulness  or  hindering  in  restrictions.  The  remaining  ob- 
stacles which  are  the  heritance  of  capitalistic  exploitation  must 
be  removed  and  labor  must  join  management  in  understanding 
that  the  public  which  pays  is  the  public  to  be  served,  and  simple 
justice  is  the  right  and  will  continue  to  be  the  right  of  all  the 
people. 

Transportation  over  the  highways  is  little  less  important, 
but  the  problems  relate  to  construction  and  development  and 
deserve  your  most  earnest  attention,  because  we  are  laying  a 
foundation  for  a  long  time  to  come,  and  the  creation  is  very 
difficult  to  visualize  in  its  great  possibilities. 

The  highways  are  not  only  feeders  to  the  railroads  and  afford 
relief  from  their  local  burdens;  they  are  actually  lines  of  motor 
traffic  in  interstate  commerce.  They  are  the  smaller  arteries 
of  the  larger  portion  of  our  commerce,  and  the  motor  car  has 
become  an  indispensable  instument  In  our  political,  social  and 
industrial  life. 

There  is  begun  a  new  era  in  highway  construction,  the  out- 
lay for  which  runs  far  into  hundreds  of  millions  of  dollars.  Bond 
Issues  by  road  districts,  counties,  and  states  amount  to  enormous 
figures,  and  the  country  Is  facing  such  an  outlay  that  it  Is  vital 
that  every  effort  shall  be  directed  against  wasted  effort  and  un- 
justifiable expenditure. 

The  federal  government  can  place  no  inhibition  on  the  ex- 
penditure in  the  several  states;  but,  since  Congress  has  em- 
barked upon  a  policy  of  assisting  the  states  in  highway  Improve- 
ment, wisely,  I  believe,  It  can  assert  a  wholly  becoming  Influence 
in  shaping  policy. 


With  the  prln«lpl«  of  federal  participation  acceptably  Mtab- 
Untied,  probably  never  to  b«  abandoned,  It  Is  Important  to  «x*rt 
federal  Influence  In  developing  comprehensive  plans  looking  to 
the  promotion  of  commerce,  and  apply  our  expenditures  In  the 
surest  way  to  guarantee  a  public  return  for  money  expended. 

I>arge  federal  outlay  demands  a  federal  voice  In  the  program 
of  expenditure.  Congress  cannot  Justify  a  mere  gift  from  the 
federal  purse  to  the  several  states,  to  be  prorated  among  conn 
ties  for  road  betterment.  Such  a  course  will  Invite  abuses  whlrh 
It  were  better  to  guard  against  In  the  beginning. 

The  laws  governing  federal  aid  should  be  amended  and 
strengthened.  The  federal  agency  of  administration  should  b« 
elevated  to  the  Importance  and  vested  with  authority  compara- 
ble to  the  work  before  it.  And  Congress  ought  to  prescribe 
conditions  to  federal  appropriations  which  will  necessitate  a 
consistent  program  of  uniformity  which  will  Justify  the  federal 
outlay. 

I  know  of  nothing  more  shocking  than  the  millions  of  public 
funds  wasted  in  Improved  highways,  wasted  because  there  Is 
no  policy  of  maintenance.  The  neglect  is  not  universal,  but  It 
is  very  near  it.  There  is  nothing  the  Congress  can  do  more 
effectively  to  end  this  shocking  waste  than  condition  all  federal 
aid  on  provisions  for  maintenance. 

Highways,  no  matter  how  generous  the  outlay  for  construc- 
tion, cannot  be  maintained  without  patrol  and  constant  repair. 
Such  conditions  insisted  on  in  the  grant  of  federal  aid  will  safe- 
guard the  public  which  pays  and  guard  the  federal  government 
against  political  abuses  which  tend  to  defeat  the  very  purposes 
for  which  we  authorize  federal  expenditure. 

Merchant  Marine 

Linked  with  rail  and  highway  Is  the  problem  of  water 
transportation — inland,  coastwise,  and  transoceanic.  It  is  not 
possible,  on  this  occasion,  to  suggest  to  Congress  .the  additional 
legislation  needful  to  meet  the  aspirations  of  our  people  for 
a  merchant  marine.  In  the  emergency  of  war  we  have  con- 
structed a  tonnage  equaling  our  largest  expectations.  Its  war 
cost  must  be  discounted  to  the  actual  values  of  peace  and  the 
large  difference  charged  to  the  war  emergency,  and  the  pressing 
task  is  to  turn  our  assets  in  tonnage  to  any  agency  of  commerce. 

It  is  not  necessary  to  say  it  to  Congress,  but  I  have  thought 
this  to  be  a  fitting  occasion  to  give  notice  that  the  United  States 
means  to  establish  and  maintain  a  great  merchant  marine. 

Our  differences  of  opinion  as  to  a  policy  of  upbuilding  have 
been  removed  by  the  outstanding  fact  of  our  having  builded. 
If  the  intelligent  and  efficient  administration  under  the  existing 
laws  makes  established  service  impossible,  the  executive  will 
promptly  report  to  you. 

Manifestly,  if  our  laws  governing  American  activities  on  the 
seas  are  such  as  to  give  advantage  to  those  who  compete  with 
us  for  the  carrying  of  our  own  cargoes  and  those  which  ought 
naturally  come  in  American  bottoms  through  trade  exchanges, 
then  the  spirit  of  American  fair  play  will  assert  itself  to  give 
American  carriers  their  equality  of  opportunity. 

This  republic  can  never  realize  its  righteous  aspirations  in 
commerce,  can  never  be  worthy  the  traditions  of  the  early  days 
of  the  expanding  republic  until  the  millions  of  tons  of  shipping 
which  we  now  possess  are  co-ordinated  with  our  inland  trans- 
portation and  our  shipping  has  government  encouragement,  not 
government  operation,  in  carrying  our  cargoes  under  our  flag, 
over  regularly  operated  routes,  to  every  market  in  the  world 
agreeable  to  American  exchanges.  It  will  strengthen  American 
genius  and  management  to  have  it  understood  that  ours  is  an 
abiding  determination,  because  carrying  is  second  only  to  pro- 
duction in  establishing  and  maintaining  the  flow  of  commerce 
to  which  we  rightly  aspire. 


PRESIDENT  STUDIES  RAILROADS 

The  Traffic  World  Washington  Bureau 

Another  step  by  the  National  Association  of  Owners  of  Rail- 
road Securities  in  what  is  taken  by  some  to  be  an  effort  on  the 
part  of  the  association  to  join  with  the  railroad  employes  rather 
than  with  the  railroad  executives  in  the  controversy  between 
the  railroad  managements  and  the  employes  under  the  leader- 
ship of  B.  M.  Jewell,  head  of  the  railway  employes  department 
of  the  American  Federation  of  Labor,  was  taken  April  8.  when 
S.  Davies  Warfleld,  president  of  the  association,  and  Darwin  P. 
Kingsley,  president  of  the  New  York  Life  Insurance  Company, 
suggested  to  President  Harding  that  he  call  conferences  between 
the  managements  and  the  employes  to  settle  differences  that 
are  not  composed  on  the  individual  roads.  This  action  followed 
closely  the  second  appeal  of  Mr.  Jewell  and  his  associates  that 
the  President  call  a  conference  between  the  railroad  manage- 
ments and  the  representatives  of  the  employes,  and  the  holding 
of  a  conference  in  New  York  between  representatives  of  the 
security  owners'  association  and  the  heads  of  the  four  big 
brotherhoods. 

At  his  semi-weekly  meeting  with  newspapermen  the  after- 
noon of  April  8,  and  after  he  had  talked  with  Mr.  Warfleld  and 
Mr.  Kingsley,  President  Harding,  when  asked  about  the  railroad 
situation,  said  he  had  nothing  further  to  say  except  that  the 
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consideration  of  the  problems  involved  was  going  forward  as 
rapidly  as  it  could,  considering  the  large  questions  at  issue. 
T.  DeWltt  Cuyler,  chairman  of  the  Association  of  Railway  Ex- 
ecutives, was  scheduled  to  confer  with  the  President  some  time 
[he  week  of  April  11.  He  was  to  be  the  first  of  the  representa- 
tives of  the  railway  executives  to  see  the  President  in  connec- 
tion with  the  program  being  followed  at  the  White  House  of 
getting  the  views  of  railroad  labor  leaders,  the  railway  execu- 
tives, and  others. 

Mr.  Warfleld  and  Mr.  Kingsley  are  members  of  the  executive 
committee  of  the  association  of  owners  of  railroad  securities 
and  were  members  of  the  special  committee  of  the  association 
which  met  with  the  heads  of  the  railroad  brotherhoods  in  New 
York. 

After  their  conference  with  the  President,  copies  of  the 
following  memorandum  left  with  the  President  were  circulated 
by  the  press  agent  of  the  Warfield  organization: 

"In  your  intensive  study  of  the  railroad  problem  we  re- 
spectfully direct  your  attention  to  these  facts: 

"You  are  aware  that  for  the  months  of  January  and  Febru- 
ary— and  a  similar  result  is  forecast  for  March — the  railroads 
of  the  country,  as  a  whole,  are  not  earning,  by  many  millions, 
sufficient  to  pay  the  interest  on  their  bonds  and  other  outstand- 
ing debt. 

"This  condition  cannot  continue  without  numerous  receiver- 
ships,- with  far-reaching  effect.  The  resulting  reorganizations 
would  cause  great  loss  not  alone  to  owners  of  railroad  securi- 
ties but  in  other  values.  The  alternative  of  a  legislative  sus- 
pension of  legal  proceedings  through  a  national  railroad  mora- 
torium or  of  temporary  relief  through  large  additional  govern- 
ment loans,  are  necessities  to  be  avoided  if  humanly  possible. 
Further  suspension  of  earning  power  is  fatal. 

"The  situation  is  of  peculiar  concern  to  the  investment  in- 
stitutions of  the  country,  its  saving  banks  and  life  insurance 
companies  particularly.  Many  millions  of  people  are  dependent 
upon  the  current  payment  of  interest  on  the  railroad  securities 
owned  by  them.  A  prolonged  suspension  of  the  payment  of 
interest  on  the  bonds  of  a  great  number  of  railroads  would  ma- 
terially lessen  the  ability  of  these  institutions  to  meet  their  re- 
quirements. 

"If  this  emergency  continues  much  longer,  the  bonds  must 
be  drawn  actively  into  the  situation,  and  bondholders'  protective 
committees  will  become  necessary  for  the  protection  of  the  vari- 
ous classes  of  securities  affected  by  the  conflicting  equities  of 
receiverships  or  suspended  payments.  This  will  add  to  already 
greatly  disturbed  conditions. 

"Representatives  of  the  railway  executives'  association 
ascribe  the  trouble  to  wages  and  working  conditions;  repre- 
sentatives of  the  employes  insist  that  the  fault  lies  largely  with 
inefficient  railway  operation. 

"The  suggestion  is  heard  that  railway  managements  if  left 
alone  will  produce  results — meaning  reduction  in  wages  sufficient 
to  enable  the  roads  to  meet  their  obligations. 

"There  has  been  unnecessary  delay,  friction,  and  a  sacrifice 
of  the  merits  of  the  question  to  controversies  over  procedure. 
There  is  lack  of  co-ordination  between  railway  managements 
and  the  employes.  Policies  have  been  adopted,  reversed, 
rescinded  and  new  policies  started  through  the  same  process. 

"The  National  Association  of  Owners  of  Railroad  Securities 
represents  in  its  membership  nearly  $12,000,000,000  of  railroad 
securities,  largely  bonds.  It  is  the  means  through  which  the 
security  owners,  as  a  body,  are  collectively  heard.  In  the  present 
crisis  we  could  not  stand  by  and  await  the  inevitable  result 
without  an  endeavor  to  ascertain  at  first  hands  the  causes  for 
the  existing  conditions  before  urging  intervention  upon  your 
administration,  which  alone  can  secure  immediate  results.  Since 
September  1,  1920,  the  drift  toward  the  present  difficulty  has 
been  constant  and  progressive. 

"To  ascertain  if  the  results  indicated  can  be  avoided,  the 
association  of  security  owners,  through  its  executive  committee, 
after  reviewing  the  contentions  of  representatives  of  the  rail- 
way executives'  association  and  the  general  procedure  advocated, 
named  a  special  committee  to  confer  with  those  who  represent 
large  numbers  of  railroad  employes.  One  of  the  principal  im- 
pediments to  a  settlement  is  the  lack  of  proper  understanding 
between  the  roads  and  those  who  work  upon  them.  There  has 
been  wholly  unnecessary  delay  and  uncertainty  as  to  procedure, 
with  lack  of  appreciation  of  the  real  questions  in  controversy. 
We  believed  our  known  attitude  toward  intensive  economies  in 
railroad  operation  would  guarantee  to  those  who  were  to  meet 
the  sincerity  of  our  approach. 

"The  conference  has  been  held.  It  covered  a  wide  ground 
and  the  conclusions  of  the  committee  representing  the  security 
owners  are  that  a  solution  can  be  found  and  a  just  settlement 
arrived  at.  We  suggest  that  properly  called  meetings  between 
the  men  and  those  representing  the  railroads  be  held,  under  the 
auspices,  if  you  think  proper,  of  the  existing  governmental  agen- 
cies— the  Labor  Board  and  the  Commission.  Perhaps  these 
bodies  will  co-ordinate  their  efforts,  in  some  degree,  in  this 
emergency. 

"We  are  on  record  that  wage  adjustment  is  only  part  of 
the  problem.  That  this  should  be  attained  under  circumstances 


carrying  assurance  to  railway  workers  that  whatever  may  be 
fairly  brought  about  is  reasonable  and  just.  This  was  one  of 
the  reasons  for  presenting  our  statement  to  Senator  Cummins 
on  March  21,  in  advance  of  his  proposed  investigation. 

"It  occurs  to  us  that  it  is  not  an  unreasonable  position  on 
the  part  of  those  representing  the  men  that  deficiencies  in  reve- 
nue should  not  be  met  by  wage  reductions  alone,  unaccompanied 
by  evidences  of  the  definite  intention  to  bring  about  obligatory 
general  economies. 

"The  association  of  security  owners  is  now  preparing  the 
data  for  suggestions  of  economies  to  be  laid  before  the  com- 
mittee of  the  Senate  which  will  review  existing  railway  condi- 
tions. We  believe  that  fundamental  economies  can  be  effected. 
We  feel  that,  in  justice  to  the  shipper  and  railway  labor,  they 
must  be  inaugurated.  We  have  stood  definitely  committed  to 
that  program  since  January,  1919.  This,  however,  takes  time. 
That  program  cannot  become  finally  effective  without  the 
co-operation  of  the  necessary  governmental  agencies,  including 
Congress. 

"We  believe  that  affirmative  action  on  the  part  of  the  ad- 
ministration in  calling  upon  the  managements  and  the  employes 
to  discuss  and  settle  differences  that  are  not  composed  on  the 
individual  roads  will  be  effective.  A  multiplicity  of  trials  before 
the  Labor  Board  will  not  accomplish  the  result  in  time  to  avoid 
major  damage. 

"If  assured  that  your  administration  will  urge  an  adequate 
program  of  economies,  accompanied  by  legislation  to  that  end. 
we  believe  that  in  the  cases  in  which  an  agreement  cannot  be 
reached  with  an  individual  railroad  management,  the  employes 
would  enter  into  immediate  discussion  of  their  differences  by 
regional  boards,  equally  divided,  formed  by  each  of  the  four 
groups  of  railways  as  now  arranged  by  the  Commission  for  rate- 
making  purposes.  Procedure  of  this  character  is  encouraged 
and  contemplated  by  the  Esch-Cummins  act.  It  would  avoid 
endless  hearings  and  clogging  of  the  dockets  of  the  Labor  Board, 
which  means  perhaps  fatal  delay.  Your  intervention,  Mr.  Pres- 
ident, along  the  lines  suggested  can  put  an  end  to  t,he  impos- 
sible conditions  that  now  exist  and  which  threaten  the  financial 
structures  of  the  railroad  with  serious  consequences." 

L.  E.  Sheppard,  president  of  the  Order  of  Railway  Conduc- 
tors, conferred  with  President  Harding  April  9.  After  the  con- 
ference Mr.  Sheppard  indicated  that  the  position  he  had  taken 
in  the  conference  was  that  there  should  be  no  general  reduction 
of  wages  of  railroad  employes.  He  also  said  he  was  opposed 
to  abrogation  of  existing  wage  agreements. 

President  Harding  acknowledged  receipt  of  the  telegram  sent 
to  him  by  B.  M.  Jewell,  president  of  the  railway  employes'  de- 
partment of  the  American  Federation  of  Labor,  and  the  heads 
of  six  other  railroad  labor  organizations,  requesting  for  the  sec- 
ond time  that  the  President  call  a  national  conference  between 
representatives  of  the  railroad  employes  and  the  railroad  man- 
agements, it  was  said  at  the  White  House,  April  11.  The  Presi- 
dent said  in  the  reply  he  might  have  something  to  say  on  the 
subject  involved  a  little  later. 

T.  DeWitt  Cuyler,  chairman  of  the  Association  of  Railway 
Executives,  and  Alfred  P.  Thorn,  its  general  counsel,  conferred 
with  President  Harding  on  the  railroad  situation  April  13.  After 
the  conference  the  following  statement  was  issued  by  the  Asso- 
ciation of  Railway  Executives: 

"Thomas  DeWitt  Cuyler,  chairman  of  the  Association  of 
Railway  Executives,  with  Alfred  P.  Thorn,  general  counsel  of 
the  association,  called  on  the  President  by  appointment  for  the 
purpose  of  handing  in  the  six  names  from  which  the  President, 
as  provided  in  the  transportation  act,  1920,  will  select  one  for 
appointment  to  fill  the  vacancy  in  the  management  group  on 
the  Labor  Board,  which  will  occur  on  April  15,  and  also  to  dis- 
cuss with  the  President  the  general  railroad  situation. 

"After  the  conference,  Mr.  Cuyler  stated  that  he,  of  course 
could  not  repeat  what  had  occurred  in  the  interview,  as  it  was 
manifestly  proper  that  the  President  should  not  be  quoted  and 
should  himself  determine  whether  any  and  what  statement  should 
be  issued,  but  that  the  President  had  discussed  the  railroad 
situation  quite  fully  and  had  shown  a  complete  grasp  of  the 
problem  to  which  he  had  evidently  been  giving  most  careful 
and  earnest  consideration.  The  President  listened  with  interest 
to  all  the  views  which  were  presented,  which  necessarily  cov- 
ered the  entire  railroad  situation,  including  revenues  and  ex- 
penses, wages  and  working  conditions,  and  other  matters  vitally 
affecting  the  railroads  and  the  public." 

A  solution  of  the  railroad  problem  has  been  prepared  by 
George  P.  Hampton,  managing  director  of  the  Farmers'  National 
Council,  for  submission  to  President  Harding  and  a  request  has 
been  made  for  an  opportunity  to  present  the  plan  to  the  chief 
executive  according  to  an  announcement  by  the  Council. 
The  Hampton  organization  has  advocated  government  own- 
ership of  the  railroads  repeatedly  before  congressional  commit- 
tees and  is  understood  to  be  working  with  the  Plumb  Plan 
League.  It  is  not  recognized  in  Washington  as  one  of  the  stand- 
ard farm  organizations. 

Part  of  a  letter  written  by  Mr.  Hampton  to  President  Harding 
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in  regard  to  a  hearing  WUB  given  out  by  the  Council.  It  fol- 
lows: 

"The  ntilrotul  situation  la  so  acute  that  immediate  action  in 
imperative  to  restore  normal  conditions  to  agriculture.  The 
Cuinmins-Esch  law  returning  tin-  railroads  with.  In  effect,  a 
Kuaranty  of  dividends,  thereby  encouraging  the  utmost  extrava- 
gance, waste  and  inefficiency,  IB  demonstrated  to  be  a  menace 
ami  must  be  Immediately  repealed.  Farmers  realize  that  well 
paid  labor  constitutes  their  best  markets,  for  the  domestic  mar- 
ket IN  i  lie  farmer's  main  market.  They  realize,  also,  that  the 
railway  brotherhoods  have  clenrly  shown  that  the  enormous 
increase  in  the  railroads'  expense  is  due  primarily  to  the  Inher- 
riu  wastefulness  of  private,  competitive  and  speculative  opera- 
tion of  the  railroads  and  to  the  provisions  of  the  Cummins-Esch 
law,  and  only  to  a  very  small  extent  to  the  advance  In  wages  to 
railroad  employes. 

"Tin-  Cummins-Esch  law  has  cost  the  farmers  of  America 
at  least  one  billion  dollars  directly  In  increased  freight  rates 
during  the  past  year,  and  much  more  indirectly.  As  you  know, 
fanners  are  the  only  class  of  producers  who  cannot  set  their 
own  price  on  what  they  produce,  but  have  to  take  what  they 
can  get  regardless  of  cost  of  production.  Because  of  this  fact 
fanners  have  to  pay  the  freight  for  all  of  their  products  that 
iliey  ship  as  well  as  to  pay  the  freight  for  what  they  buy. 

"The  Cummins-Esch  law  is  the  most  serious  blow  agriculture 
has  sustained  for  many  years,  and,  coupled  with  the  denial  to 
farmers  of  adequate  credit  to  enable  them  to  finance  their  crops 
in  an  orderly  way,  has  resulted  in  widespread  poverty  among 
farmers  and  most  severe  hardship,  even  to  the  wiping  out  of 
the  entire  equity  of  hundreds  of  thousands  of  farmers." 


CUMMINS  INQUIRY  RESOLUTION 

Tin  Traffic  World  Washington  Bureau 

Senator  Cummins,  chairman  of  the  Senate  committee  on 
interstate  commerce,  submitted,  April  12,  the  resolution  pro- 
viding for  an  inquiry  by  his  committee  into  the  railroad  situa- 
tion. It  was  referred  to  the  committee  on  contingent  expenses. 
If  it  is  adopted,  as  it  is  expected  it  will  be,  Senator  Cummins 
plans  to  start  the  inquiry  about  May  1.  The  resolution  follows: 

"That  the  committee  on  interstate  commerce  is  hereby  au- 
thorized and  directed  to  inquire  into  and  report  to  the  Senate 
as  speedily  as  practicable  upon  the  following  matters,  to-wit: 

"First — The  operating  revenues  and  expenses  of  the  rail- 
roads of  the  country  which  under  the  law  make  reports  to 
the  Interstate  Commerce  Commission,  comparing  these  reve- 
nues and  expenses  with  like  revenues  and  expenses  (including 
the  period  of  federal  control)  since  1912. 

"Second — The  reasons  which  led  to  the  extraordinary  cost 
of  maintenance  and  operation  from  March  1,  1920,  to  March  1, 
1921. 

"Third — The  reasons  which  induced  the  diminished  volume 
of  traffic  in  the  latter  part  of  the  year  1920  and  first  two  months 
of  1921,  and  in  that  connection  the  influence  of  the  increased 
freight  and  passenger  rates  prevailing  during  that  period. 

"Fourth — The  efficiency  or  inefficiency  of  railroad  manage- 
ment during  federal  control  and  during  the  year  beginning 
March  1,  1920,  and  the  efficiency  or  inefficiency  of  labor  em- 
ployed by  the  management  during  the  same  periods. 

"Fifth — The  best  means  of  bringing  about  a  condition  that 
will  warrant  the  Interstate  Commerce  Commission  in  reducing 
freight  and  passenger  rates. 

"The  committee  is  authorized  to  act  under  this  resolution 
either  as  a  whole  or  through  any  sub-committee  appointed  for 
the  purpose;  to  subpoena  witnesses,  administer  oaths,  send  for 
persons  and  papers;  and  to  employ  counsel,  experts  and  ste- 
nographers. The  expense  incurred  shall  be  paid  from  the  con- 
tingent fund  of  the  Senate,  upon  vouchers  approved  by  the 
chairman  of  the  committee." 

Senator  Cummins  believes  the  investigation  will  reveal  that 
the  railroads  can  effect  savings  of  from  $600,000,000  to  $700,000,- 
000  a  year  without  disturbing  the  basic  rates  of  pay  of  railroad 
workers.  He  estimates  that  a  saving  of  $300,000,000  a  year  can 
be  effected  by  relieving  the  railroads  of  the  conditions  imposed 
by  the  national  agreements.  Probably  $150,000,000  annually  can 
be  saved  In  the  railroad  coal  bill,  the  senator  thinks,  and  ap- 
proximately $75,000,000  or  more  on  the  annual  outlay  for  ties. 


FISKE   REPLIES   TO   SMITH 

In  a  letter  to  A.  H.  Smith,  president  of  the  New  York  Central, 
made  public  April  10,  Haley  Fiske,  president  of  the  Metropolitan 
Life  Insurance  Company  and  a  member  of  the  executive  commit- 
tee of  the  National  Association  of  Owners  of  Railroad  Securities, 
denies  that  his  committee  ever  pretended  that  it  was  represent- 
ing the  railroad  managements  in  its  recent  conference  with 
labor  leaders.  The  conference  was  held  April  4,  at  the  sugges- 
tion of  S.  Davies  Warfleld,  president  of  the  association,  and  called 
forth  a  letter  addressed  to  the  labor  leaders  by  A.  H.  Smith, 
which  was  published  in  The  Traffic  World  of  April  S. 

Mr.  Fiske's  letter  also  takes  the  railroads  to  task  for  their 
position  in  various  wage  disputes.  It  says: 


"We  think  tlic  present  truculent  attitude  of  Home  railroad 
administrations  towards  the  operatives  and  the  unions  a  great 
mistake,  which  may  lead  to  disaster,  and  that  It  Is  time  that 
all  concerned  in  the  properties  should  show  some  conciliatory 
disposition,  at  least  to  the  extent  of  endeavoring  to  get  the  point 
of  view  of  labor,  and  to  seek  some  method  of  negotiation  to  end 
the  present  Impasse. 

"Your  assumption  that  In  seeking  a  conference  with  the 
labor  representatives,  the  most  important  element  In  the  present 
problem,  we  were  pretending  to  represent  you  or  your  board,  was 
quite  unwarranted.  We  very  frankly  put  our  real  position  before 
these  organizations  and  the  public. 

"Frankly,  it  disturbs  us  to  have  your  board  of  directors  say 
they  represent  In  the  present  condition  of  affairs  the  stockholders 
without  any  recognition  of  the  superior  obligations  of  the  rail- 
road companies.  It  may  very  well  be  that  as  matters  are  now 
threatening,  the  stock  will  become  a  rather  negligible  quantity ; 
the  bonds  will  never  become  so.  Our  Interest  In  your  company 
Is  a  vital  one. 

"We  have  seen  no  disposition  on  your  part  to  recognize  our 
interests  or  to  consult  with  those  who,  In  a  sense,  own  your 
property.  On  the  contrary  we  have  seen  rather  violent  antag- 
onism to  our  efforts  to  promote  helpful  legislation,  which,  now 
that  it  has  been  passed,  some  of  your  people  are  taking  credit 
for. 

"None  of  the  railway  managements  has  thought  it  wise  to 
seek  any  counsel  or  to  recognize  in  any  way  the  serious  situa- 
tion in  which-  we  find  ourselves.  On  the  other  hand,  you  are 
objecting,  if  you  will  pardon  us  for  saying  so,  in  an  offensive, 
not  to  say  impertinent  way,  to  our  endeavors  to  protect  our  own 
investments. 

"In  our  opinion  it  is  time  that  all  of  the  interests— investors, 
administrators  and  operatives — get  together;  and  not  a  time  for 
recrimination." 


HOUSE  COMMERCE  COMMITTEE 

Tki  Traffic  World  Washington  Btrrau 

A  resolution  electing  Representative  Samuel  E.  Winalow  of 
Massachusetts  chairman  of  the  House  committee  on  interstate 
and  foreign  commerce,  as  successor  to  former  Representative 
Esch,  was  agreed  to  in  the  House  April  11.  The  other  Repub- 
lican members  of  the  committee  are  James  S.  Parker  of  New 
York,  Burton  E.  Sweet  of  Iowa,  Walter  R.  Stiness  of  Rhode 
Island,  John  G.  Cooper  of  Ohio,  Edward  E.  Denison  of  Illinois. 
Everett  Sanders  of  Indiana,  Schuyler  Merritt  of  Connecticut, 
J.  Stanley  Webster  of  Washington,  Evan  J.  Jones  of  Pennsyl- 
vania, Carl  E.  Mapes  of  Michigan,  William  J.  Graham  of  Illinois, 
Sherman  E.  Burroughs  of  New  Hampshire,  Walter  H.  New- 
ton of  Minnesota,  and  Homer  Hoch  of  Kansas.  The  last  five 
are  the  new  Republican  members  of  the  committee,  the  other 
representatives  having  served  on  the  committee  prior  to  this 
Congress.  The  Democratic  members  of  the  committee  had  not 
yet  been  selected. 


GREAT  LAKES  TO  OCEAN  CANAL 

Resolutions  adopted  by  the  legislatures  of  North  Dakota  and 
Iowa  favoring  action  by  Congress  to  expedite  the  improvement 
of  the  St.  Lawrence  River  so  as  to  open  up  the  Great 
Lakes  to  ocean-going  commerce  were  submitted  in  the  Senate. 
April  13,  by  Senator  Ladd  of  North  Dakota  and  Senator  Kenyon 
of  Iowa. 


CLARK  ON  RATE  REDUCTIONS 

The  Traffic  World  Washington  Bureau 

Senator  Shortridge  of  California  has  made  public  the  fol- 
lowing letter  from  Chairman  Clark  of  the  Commission  with 
regard  to  reductions  in  freight  rates  on  fruits  and  vegetables: 

"Following  your  telephone  conversation  of  a  day  or  two 
since,  I  have  your  letter  -of  the  4th  relative  to  desire  of  parties 
Interested  in  the  distribution  of  fruit  and  vegetables  to  have  a 
hearing  at  Los  Angeles  on  the  subject  of  freight  rates. 

"The  request  grows  out  of  the  fact  that  we  recently  ar- 
ranged to  have  our  Director  of  Traffic  hold  an  informal  con- 
ference with  representatives  of  the  fruit  and  vegetable  industry 
and  of  the  railroads  at  Dallas,  Tex.  The  purpose  of  the  hearing 
was  to  have  a  full  exchange  of  ideas,  to  give  the  shippers  op- 
portunity to  present  the  difficulties  which  they,  encounter,  and 
to  have  the  railroad  representatives  consider  carefully  whether 
or  not  conditions  were  such  as  to  justify  a  reduction  in  the 
freight  rates  on  these  commodities.  We  sent  notices  of  the 
hearing  to  railroads  and  interested  shippers  in  various  sections 
of  the  south  and  southwest,  including  California.  The  Los 
Angeles  people  requested  that  a  hearing  be  had  at  Los  Angeles 
following  the  conference  at  Dallas,  but  It  was  not  practicable 
to  comply  with  that  request. 

"We  have  had  numerous  communications  from  California 
interests  on  this  subject,  and,  as  I  said  over  the  'phone,  the 
question  is  under  negotiation  between  the  representatives  of 
the  railroads  and  representatives  of  the  Citrus  league.  This 
league,  as  we  understand,  represents  more  than  ninety  per  cent 
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of  the  citrus  shipments.  I  do  not  know  what  conclusions  will 
be  reached  in  the  negotiations  that  are  now  progressing. 

"We  have  no  authority  to  require  the  railroads  to  reduce 
rates,  except  after  a  full  hearing  at  which  the  propriety  of  the 
reduction  is  demonstrated.  We  would  be  obliged  to  find  that 
the  existing  rates  are  unreasonable. 

"The  freight  rates  are  on  a  very  high  level.  No  one  would 
be  more  pleased  than  we  if  conditions  would  permit  general 
reductions  therein.  It  is,  however,  difficult  to  see  how  the  rail- 
roads could  be  urged  to  reduce  their  rates  when,  as  is  shown 
by  the  official  reports,  they  are,  as  a  whole,  earning  scarcely 
more  than  their  operating  expenses  and  taxes.  It  is  obvious 
that  the  present  condition  cannot  long  continue  without  bringing 
widespread  bankruptcy  to  the  roads.  More  than  90  cents  of 
every  dollar  they  earn  is  spent  in  the  operating  cost  of  earning 
it.  Less  than  10  cents  of  each  dollar  is  left  with  which  to  pay 
taxes,  interest  and  return  on  investment.  Sixty  cents  out  of 
each  dollar  earned  are  paid  out  in  wages,  and  on  some  roads 
this  runs  as  high  as  64  cents. 

"At  the  time  the  increased  rates  were  inaugurated,  in  August 
last,  it  was  recognized  that  some  readjustments  would  be  neces- 
sary. Many  readjustments  have  been  made.  In  some  instances 
investigation  has  demonstrated  that  some  reduction  in  the  rates 
would  move  a  substantial  volume  of  traffic  with  some  profit 
which  would  not  move  under  the  then  existing  rates.  Under 
those  circumstances  readjustments  have  been  made  and  are 
under  consideration.  We  have  tried  to  be  helpful  in  such  nego- 
tiations and  that  was  the  purpose  of  the  conference  at  Dallas. 

"That  conference,  however,  does  not  seem  to  promise  any 
readjustment  of  the  rates  on  fruits  and  vegetables.  The  rail- 
road representatives  have,  so  far  at  least,  taken  the  view  that 
the  reduction  would  not  increase  the  volume  of  movement  and 
that,  in  view  of  the  financial  conditions  to  which  I  have  referred, 
the  roads  cannot  afford  to  reduce  the  rates. 

"We  had  some  vigorous  representations  from  interests  in 
Florida  that  the  rates  were  stifling  the  movement  of  fruits  and 
vegetables  from  Florida,  but  upon  investigation  and  ascertain- 
ment of  all  the  facts,  it  developed  that  the  movement  of  fruits 
and  vegetables  for  the  period  November  1,  1920,  to  March  1, 
1921,  exceeded  by  several  hundred  cars  the  movement  during 
the  same  period  of  1919-1920. 

"We  are  in  no  wise  insensible  to  the  difficulties  which  ship- 
pers generally  are  experiencing,  but,  as  I  have  said,  the  plight 
of  the  shippers  cannot  well  be  much  worse  than  that  of  the 
railroads.  In  many  instances  inquiry  into  a  situation  demon- 
strates that  it  is  not  high  freight  rates  that  is  preventing  the 
sale  and  movement  of  people  to  buy  at  the  prices  that  must  be 
paid.  We  are  passing  through  a  period  of  readjustment  follow- 
ing the  convulsions  of  war  and  many  hardships  exist  which  are 
the  result  of  the  world-wide  economic  forces  which  it  is  hoped 
will  progressively  adjust  themselves  with  steadily  improving 
conditions. 

"It  is  not  pleasant  to  have  to  write  in  this  tone,  and  I  do 
not  want  to  be  understood  as  pessimistic.  I  believe  that  the 
situation  is  clearing  and  will  gradually  clear,  and  that  readjust- 
ment of  the  operating  expenses  of  the  railroads  will  produce 
a  much  brighter  outlook  and  make  it  possible  to  effect  more 
readjustments  of  rates  with  consequent  benefit  to  commerce 
and  industry  generally. 

"In  view  of  the  recent  general  conference  at  Dallas  and 
the  results  therefrom,  and  of  the  fact  that  the  rates  from  Cali- 
fornia are  in  the  hands  of  those  who  are  best  qualified  to  rep- 
resent shippers  and  are  in  course  of  negotiation,  it  is  difficult 
to  see  what  profit  could  come  from  an  informal  conference  at 
Los  Angeles." 


RAILWAY  EARNINGS 

The  Association  of  Railway  Executives  issued  the  following 
statement  April  11,  giving  the  results,  of  compilations  from  re- 
ports of  Class  1  roads  for  February: 

"The  railroads  of  the  United  States  suffered  a  deficit  in 
February  of  $7,205,000,  while  106  out  of  200  reporting  to  the 
Interstate  Commerce  Commission  failed  to  earn  their  expenses 
and  taxes,  according  to  tabulations  of  reports  just  filed  by  the 
carriers  with  the  Commission.  In  January  the  deficit  was 
$1,167,800,  with  109  out  of  202  roads  failing  to  make  expenses 
and  taxes. 

"Of  the  106  roads  in  February,  46  were  in  the  Eastern,  16 
in  the  Southern  and  44  in  the  Western  districts.  The  200  roads 
reporting  in  February  represent  a  mileage  of  235,562  miles. 

"As  a  result  of  the  deficit,  the  carriers  fell  short  $63,804,000 
of  earning  the  amount  which  it  was  estimated  they  would  earn 
under  the  increased  rates  fixed  by  the  Interstate  Commerce 
Commission  in  accordance  with  the  transportation  act. 

"Total  operating  revenues  for  February  were  $406,658,000, 
or  a  decrease  of  4%  per  cent  compared  with  those  for  the  same 
month  in  1920,  while  total  operating  expenses  were  $385,878,000, 
or  a  decrease  of  7%  per  cent  compared  with  February  one  year 
ago.  The  net  railway  operating  deficit,  however,  was  reduced 
56%  per  cent  compared  with  that  for  February,  1920,  at  which 
time  there  was  a  deficit  of  $16,561,000. 


"During  the  six  months  the  increased  rates  have  been  ef- 
fective, having  gone  into  effect  on  August  26,  last,  the  net  rail- 
way operating  income  of  the  carriers  has  totaled  $218,311,800, 
which  would  be  at  the  annual  rate  of  return  of  2%  per  cent  on 
their  tentative  valuation.  On  the  basis  of  an  annual  return  of 
six  per  cent  it  was  estimated  they  would  earn  during  that  period 
$531,686,000.  During  the  first  four  months  of  the  increased  rates 
• — that  is  from  September  1  to  January  1 — their  net  operating 
income  was  at  the  annual  rate  of  3.3  per  cent. 

"Tabulations  show  that  the  roads  in  every  district  fell  far 
short  of  receiving  the  amount  which  it  had  been  estimated  they 
would  earn  under  the  increased  rates.  Those  in  the  Eastern 
district  failed  by  146  per  cent,  while  those  in  the  Southern  fell 
short  96  per  cent  and  those  in  the  Western  district  by  91% 
per  cent.  In  the  Southern  district,  their  net  operating  income 
was  at  the  annual  rate  of  only  three-tenths  of  one  per  cent  on 
their  tentative  valuation,  while  in  the  Western  it  was  one-half  of 
one  per  cent. 

"Complete  reports  from  the  Eastern  district  show  that  the 
operating  revenues  totaled  $181,443,000,  or  an  increase  of  3.4 
per  cent  over  those  for  February,  1920,  while  total  operating 
expenses  were  $180,021,000,  or  a  decrease  of  7%  per  cent.  The 
net  operating  income,  however,  was  a  deficit  of  $9,750,000,  which 
was,  however,  an  increase  of  67  per  cent  over  what  it  was  during 
the  same  month  last  year,  at  which  time  there  was  a  deficit  of 
$29,527,000. 

"Reports  from  the  Southern  district  showed  that  the  operat- 
ing revenues  of  the  carriers  there  were  $69,667,000,  or  a  de- 
crease of  9%  per  cent  compared  with  those  one  year  ago,  while 
operating  expenses  totaled  $64,890,000,  or  a  decrease  of  5  per 
cent  compared  with  those  for  February,  1920.  The  net  operating 
income  for  the  thirty-five  Class  1  roads  in  that  district  was 
$487,000,  which  was,  however,  a  decrease  of  90.6  per  cent  under 
that  for  the  same  month  in  1920. 

"With  only  the  report  from  the  Southern  Pacific  Steamship 
Lines  lacking,  total  operating  revenues  for  the  carriers  in  the 
Western  district  were  $155,548,000,  or  a  decrease  of  10.3  per 
cent  compared  with  those  for  February  one  year  ago.  The  total 
operating  expenses  were  $140,967,000,  or  a  decrease  of  8.6  per 
cent  compared  with  the  same  previous  month.  The  net  operat- 
ing income  for  the  eighty-four  roads  reporting  to  the  Commis- 
sion was  $2,058,000,  which  was  a  decrease  of  73.6  per  cent  com- 
pared with  that  for  February  last  year." 

Railway  operating  revenues  totaled  $470,148,124  in  January, 
as  compared  with  $500,839,203  in  January,  1920,  and  expenses 
totaled  $443,700,662,  as  compared  with  $416,418,194  in  January, 
1920,  according  to  the  Commission's  January  statement  on  op- 
erating revenues  and  expenses  of  class  I  roads. 

The  net  revenue  from  railway  operations  was  $26,447,462, 
as  compared  with  $84,421,009  in  January  a  year  ago.  For  the 
country  as  a  whole  there  was  a  deficit  in  net  railway  operating 
income  of  $958,399,  which  is  slightly  less  than  was  previously 
estimated. 

The  statement  shows  that  the  ratio  of  operating  expenses 
to  operating  revenues  jumped  from  83.14  per  cent  in  January, 
1920,  to  94.37  per  cent  in  January  this  year.  This  means  that 
94.37  cents  out  of  every  dollar  of  revenue  went  for  operating 
expenses  in  the  month  of  January. 

Freight  revenues  increased  from  $311,565,615  in  January, 
1920,  to  $324,825,450  in  January  this  year,  and  passenger  reve- 
nues increased  from  $91,874,146  in  January,  1920,  to  $105,295,673 
in  January,  1921. 

Carriers  in  the  New  England  district  had  a  deficit  in  net 
railway  operating  income  of  $4,396,460  in  January;  carriers  in 
the  Great  Lakes  region  had  a  net  of  $1,764;  carriers  in  the  Ohio- 
Indiana- Allegheny  region  had  a  deficit  of  $99,661;  carriers  in  the 
Pocahpntas  region  had  a  net  of  $1,988,752;  carriers  in  the  South- 
ern district,  exclusive  of  the  Pocahontas  region,  had  a  net  of 
$1,627,671;  carriers  in  the  Northwestern  region  had  a  deficit  of 
$6,699,210;  carriers  in  the  Central  Western  region  had  a  net  of 
$3,359,273,  and  in  the  Southwestern  region,  a  net  of  $3,259,472. 


COMBINATION    RULES  AND   SUBSTITUTE    RATES 

The  Western  Trunk  Line  Committee  has  issued  the  follow- 
ing notice: 

Interested  shippers  are  advised  that,  effective  June  1,  tariffs  of 
individual  lines  and  agency  issues  in  W.  T.  L.  territory,  which  now 
make  reference  to  Kelly  combination  tariff  for  the  basis  to  use  in 
constructing  joint  through  rates,  will  be  cancelled  and  in  line  with 
the  desire  of  the  railroads  to  establish  joint  through  or  proportional 
rates  in  lieu  of  the  basis  now  obtaining  under  the  Kelly  combination 
tariff,  where  necessary,  you  are  respectfully  requested  to  promptly 
•dvise  Mr.  E.  B.  Boyd,  chairman  of  the  Western  Trunk  Line  Com- 
mittee. Transportation  Bldg-..  Chicago.  111.,  or  freight  traffic  officer 
o(  railroads  serving  your  shipping  point  of  the  traffic  that  is  now 
moved  under  the  Kelly  combination  tariff,  and  on  which  traffic  you 
desire  joint  through  or  proportional  rates  established. 

The  information  furnished  should  give:  1,  the  commodity:  2,  the 
shipping  point,  route  and  destinations;  3,  information  as  to  the  gen- 
eral volume  and  necessity  for  establishment  of  joint  through  or  pro- 
portional rates. 

This  notice  is  given  to  the  shipping  public  In  order  that  all  Inter- 
ested may  be  advised  of  the  changes  that  will  be  made  effective  June 
1,  1)21.  and  It  Is  hoped  that  the  interested  shippers  will  respond 
promptly  and  furnish  the  Information  requested 
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Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporter!  »nd  Digests  of  Nation*!  Reporter 

System,  published  by  West  Publishing  Co..  St.  Paul   Minn 

Copyright  by  Wcit  Publishing  Co.) 


REGULATION   OF  COMMON   CARRIERS 

Penalty  of  State  Statute  Not  Recoverable  Where  Telegram  to 
Point  in  State  Necessarily  Routed  Through  "Interstate  Com- 
merce": 

(Appellate  Court  of  Indiana,  Div.  No.  1.)  Where  a  telegram 
sent  to  a  point  in  the  same  state  was .  transmitted  through  a 
route  lying  partly  without  the  state,  the  telegraph  company  In 
so  doing  using  the  only  practicable  and  customary  route,  the 
sender,  on  the  company's  failure  to  deliver,  could  not  recover 
the  penalty  of  Burn's  Ann.  St.  1914,  pp.  5780,  5781,  the  trans- 
mission being  interstate  commerce. — Western  Union  Telegraph 
Co.  vs.  Throop,  129  N.  E.  Kept.  875. 

Grain  Elevator  Owner's  Statutory  Right  to  Sidetrack  Connection 
Held  Enforceable,  Notwithstanding  Agreement: 
(Supreme  Court  of  Illinois.)  A  shipper's  agreement  to  exe- 
cute a  sidetrack  contract,  the  terms  of  which  are  not  stated,  as 
a  condition  of  a  railroad  company's  relocation  of  a  sidetrack 
and  its  extension  to  his  grain  elevator  to  be  built  is  without 
consideration,  and  is  unenforceable  because  his  right  to  side- 
track connection  with  his  elevator  built  on  expectation  of  con- 
nection is  secured  by  public  utilities  act,  No.  45,  and  he  is  not 
precluded  from  invoking  the  action  of  the  commission  to  compel 
the  company  to  furnish  a  sidetrack,  because  he  refuses  to  exe- 
cute a  contract  authorizing  the  company  to  discontinue  con- 
nection on  its  own  volition  without  his  fault  and  requiring  him 
to  assume  liability  for  the  company  negligence. — Public  Utilities 
Commission  ex  rel.  Paul  Kuhn  &  Co.  vs.  Cleveland,  C.  C.  &  St. 
L.  Railway  Co.,  129  N.  E.  Rept.  869. 

Claim  for  Discrimination  to  Be  Submitted  to  Commission  Before 
Action  in  Court: 

(District  Court,  D.,  Massachusetts.)  A  claim  by  a  shipper 
for  damages  occasioned  by  carrier's  discrimination  in  absorbing 
in  its  rates  switching  charges  from  a  pier  used  by  the  shipper's 
competitors,  but  not  those  from  the  shipper's  pier,  which  had 
previously  been  held  an  unjust  discrimination  by  the  Interstate 
Commerce  Commission,  must  be  presented  to  the  Commission 
before  action  thereon  in  the  courts. — Hillsborough  Mills  vs.  Bos- 
ton &  M.  R  R.,  269  Fed.  Rept  816. 

Discrimination  in  Favor  of  Competitors  Not  Sufficient  Evidence 
of  Damage: 

An  order  of  the  Interstate  Commerce  Commission,  finding 
an  unjust  discrimination  by  the  carrier  in  making  a  separate 
charge  against  a  shipper  for  switching  from  the  pier  used  by 
him,  while  absorbing  such  charge  from  piers  used  by  his  com- 
petitors, is  not  sufficient  evidence  to  authorize  recovery  of  dam- 
ages by  the  shipper,  since  the  measure  of  his  damages  is  not 
the  amount  of  the  unjust  discrimination,  but  the  amount  by 
which  such  discrimination  had  injured  him. — Ibid. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co..  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR   INJURY  TO  GOODS 

Liability  of  Carrier  for  Loss  of  Trunk: 

(Court  of  Appeals  of  Georgia,  Div.  No.  1.)  In  an  action  by 
a  passenger,  for  loss  of  her  trunk,  evidence  held  sufficient  to 
support  verdict  for  plaintiff. — Hines,  Director-General  of  Rail- 
roads, vs.  McWhirter,  -106  S.  E.  Rept.  4. 

In  an  action  against  the  federal  Director-General  of  Rail- 
rocids,  operating  the  A  road,  for  loss  of  a  trunk  in  the  custody 
of  a  terminal  company  acting  as  agent  for  such  A  road,  and 
for  another,  the  B  road,  instruction  held  not  erroneous  as  de- 
priving dependant  of  the  defense  that  the  trunk  was  lost  by  the 
terminal  company  as  agent  for  the  B  and  not  as  agent  for  the 
A  road. — Ibid. 

In  an  action  against  the  federal  Director-General  of  Railroads 
operating  the  A  road  for  loss  of  a  trunk  while  In  possession 
of  a  terminal  company  acting  as  agent  for  the  A  road  and  an- 
other, the  B  road,  instruction  that  if  defendant  operating  the 
A  road  had  satisfied  the  jury's  minds  the  trunk  was  never  de- 
livered to  him,  then  plaintiff  would  not  be  entitled  to  recover 
any  sum  whatever,  held  erroneous  as  requiring  defendant  to 
satisfy  the  jury  that  he,  as  operator  of  the  A  road,  never  re- 
the  trunk,  etc. — Ibid. 


In  an  action  againat  the  federal  Director-General  of  Rail 
roads  operating  the  A  road,  for  loss  of  a  trunk  by  a  terminal 
company,  agent  for  the  A  road  and  also  for  the  B  road.  In- 
struction that  plaintiff's  preaentment  of  a  baggage  check  given 
her  by  defendant  operating  the  A  road  makea  out  a  prlma  facie 
case  for  her,  the  burden  shifting  to  defendant,  h>>ld  not  erroneous 
aa  Imposing  on  defendant,  for  lack  of  statement  that  he  moat 
show  by  the  "preponderance"  of  the  evidence  that  the  trunk 
was  never  delivered  to  him,  a  higher  burden  of  proof  than  Im- 
posed by  law. — Ibid. 

Limitation  of  Amount  of  Liability  In   Interstate  Express  Receipt 

Void  Where  Value  Not  Asked  or  Stated: 

(Supreme  Court  of  Kansas.)  In  August,  1915,  the  express 
company  received  two  trunks  for  Interstate  transportation.  The 
trunks  were  locked  and  strapped,  and  their  contents  were  bid- 
den from  view.  The  carrier  did  not  ask  or  require  the  shipper 
to  state  the  character  or  value  of  the  articles  In  the  trunks,  or 
any  of  them,  the  shipper  gave  no  such  Information,  and  the  ship- 
per did  not  dictate  or  suggest  what  the  receipt  given  him  should 
contain.  The  receipt  contained  an  agreement  limiting  amount 
of  recovery  in  case  of  loss.  Held,  the  limitation  was  void,  under 
the  provisions  of  act  March  4,  1915  (38  U.  S.  Stat.  1196,  c.  176, 
No.  1  (U.  S.  Comp.  St.  No.  8604a),  which  was  in  force  at  the 
time.— Payne  vs.  Adams  Express  Co.,  195  Pac.  Rept.  860. 
Validity  of  Stipulation  Limiting  Liability  on  Interstate  Message 

Federal  Question: 

(Supreme  Court  of  Colorado.)  Since  the  passage  of  the  in- 
terstate commerce  act  (U.  S.  Comp.  St.  No.  8563  et  seq.)  and 
the  adoption  of  the  amendment  of  June  18,  1910,  the  question 
whether  a  stipulation,  limiting  the  liability  of  a  telegraph  com- 
pany for  an  interstate  message,  is  valid  and  binding,  is  exclu- 
sively a  federal  question,  and  the  state  court  is  bound  by  the 
federal  decision  thereon. — Ryan  et  al.  vs.  Colorado  Postal  Tele- 
graph Cable  Co.,  195  Pac.  Rept.  645. 
Stipulation  Limiting  Liability  for  Interstate  Message  Valid: 

A  stipulation  on  the  back  of  a  telegraph  blank,  limiting  lia- 
bility of  the  telegraph  company  for  mistakes,  delays,  or  non- 
deliveries to  the  cost  of  the  telegram,  if  an  unrepeated  message, 
and  not  more  than  50  times  such  cost  if  a  repeated  message,  is 
valid  under  interstate  commerce  act  (U.  S.  Comp.  St.  No.  8563 
et  seq.),  as  amended  by  act  Cong.  June  18,  1910. — Ibid. 

DELAY   IN   TRANSPORTATION   OR   DELIVERY 

Measure  of  Damage  for  Delay: 

(Court  of  Appeals  of  Georgia,  Div.  No.  2.)  The  holding  on 
a  former  appeal  that  the  overruling  or  dismissal  of  an  oral  mo- 
tion for  a  new  trial  terminated  the  courts'  jurisdiction  and  that 
certiorari  might  be  brought  within  30  days  of  the  judgment  is 
the  law  of  the  case. — Louisville  &  N.  R.  Co.  vs.  Lovelace,  106 
S.  E.  Rept.  6. 

While  a  petition  for  certiorari  to  review  a  judgment  over- 
ruling an  oral  motion  in  the  municipal  court  for  a  new  trial 
must  state  the  grounds  of  the  motion  and  contain  plain  and 
distinct  assignments  of  error  upon  each  ruling  complained  or. 
yet,  where  the  petition  complains  only  of  the  original  verdict 
and  judgment,  it  is  unnecessary  to  point  out  the  grounds  of 
the  motion  or  to  except  to  the  action  of  the  trial  judge  in  over- 
ruling them. — Ibid. 

Where  the  original  judgment  of  the  municipal  court  of  At- 
lanta is  alleged  to  be  erroneous,  the  petition  for  certiorari  must 
specifically  set  forth  the  errors  of  law  complained  of,  except 
where  It  is  alleged  to  be  erroneous  because  of  some  erroneous 
antecedent  ruling  or  decision. — Ibid. 

Where  a  final  judgment  of  the  municipal  court  of  Atlanta 
is  alleged  to  be  erroneous  only  because  of  some  erroneous  ante- 
cedent ruling  or  decision,  a  .general  exception  to  the  judgment 
is  sufficient  on  petition  for  certiorari,  provided  specific  assign- 
ments of  error  are  made  and  preserved  to  such  antecedent  rul- 
ings.—Ibid. 

Even  though  testimony  be  inadmissible,  its  admission  is  not 
ordinarily  ground  for  setting  aside  the  judgment  of  municipal 
court  of  certiorari  if  the  fact  shown  thereby  Is  supported  by 
other  legal  evidence  to  which  no  objection  was  made. — Ibid. 

Where  a  suit  is  not  for  deterioration  or  depreciation  in  the 
market  value  of  a  shipment,  but  for  the  total  loss  or  destruction 
of  the  whole  shipment  or  a  specific  definitely  ascertained  part 
thereof,  as  of  a  specified  quantity  of  potatoes  alleged  to  be 
wholly  decayed  and  worthless,  the  measure  of  damages  for  un- 
reasonable delay  is  not  that  given  in  Civ.  Code  1910.  No.  2773. 
but  the  full  market  value  of  the  goods  at  destination  at  the 
time  when  they  should  have  been  delivered,  with  interest,  de- 
ducting any  unpaid  cost  of  transportation. — Ibid. 

An  instruction  in  municipal  court  on  the  measure  of  dam- 
ages for  delay  in  transportation  of  potatoes  which  used  the 
term  "reasonable  value"  instead  of  "market  value"  was  harm- 
less, where  there  was  no  evidence  of  any  difference  between 
reasonable  and  market  value,  and  there  was  ample  evidence  of 
value  In  excess  of  the  amount  recovered  (citing  Worda  and 
Phrases,  Market  Value).— Ibid. 

In  an  action  for  delay  in  transportation  of  potatoes  involving 
the  question  of  their  market  value,  a  verdict  in  municipal  court 
for  an  amount  smaller  than  would  have  been  warranted  by 
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some  of  the  evidence  will  not  be  set  aside  as  excessive,  espe- 

lally  where  the  excess  claimed  is  only  the  difference  between 

1118  50  and  $130,  the  question  of  value  being  peculiarly  for  the 


Requested  instructions  which,  so  far  as  not  fully  covered 
by  those  given,  were  inapplicable  to  the  facts,  were  properly 
refused.-Ibid. 


Custom     that     Expression     Meant     Carrier    Would     Not     Unload 

Within  Certain  Time   Imposed  Such   Obligation: 

(Kansas  City  Court  of  Appeals,  Missouri.)     If  there  was  a 
custom   that   the   expression    "36-hour   re  ease   attached 
that  the  carrier  of  live  stock  agreed  not  to  unload  the  shipmc 
within   a  certain  time,  then   the  contract  between  the  shipper 
and   the   carrier,   executed   in  View  of   the   custom,   constituted 
n  agreement  on  the  carrier's  part  to  such  effect  as  much  as  if 
it  had  been  explicitly  written  into  the  contract.-Bradford  vs. 
Mines,  Director-General,  227  S.  W.  Kept.  889. 

An  interstate  shipment  of  live  stock  is  governed  by  the  rule. 
and  decisions  of  the  federal  courts,  which  it  is  the  duty  o 
state  court  to  follow.  —  Ibid. 

A  written  contract  covering  a  shipment  of  live  stock  cannot 
be  pieced  out  by  oral  testimony.—  Ibid. 

Under  the  federal  law  a  contract  covering  an  interstate  ship- 
ment of  live  stock  must  be  in  writing.—  Ibid. 

The  power  granted  the  shipper  of  live  stock  under  28-Hour 
Law    No    1    (U.  S.  Comp.  St.  No.  8651),  to  extend  to  36  hours 
the  time  within  which  the  carrier  can  confine  the  cattle,  is  n 
a  privilege  to   ipso  facto   impose   an  obligation   on   the   can- 
to   keep   the   stock  confined   as   long   as   28   hours,   but   only   a 
privilege  to  extend  the  time  of  confinement  from  28  to  3b  hours. 
—Ibid. 

It  was  the  common-law  duty  of  a  carrier  transporting  live 
stock  for  long  distances  to  feed,  water,  and  rest  them  at  suitable 
intervals  to  avoid  injury.  —  Ibid. 

The  rules  and  regulations  of  the  Interstate  Commerce  Com- 
mission govern  interstate  shipments  of  live  stock,  and  both  ship- 
per and  carrier  are  bound  by  them.  —  Ibid. 

If  a  carrier  of  live  stock  agreed  to  carry  the  stock  without 
unloading  past  the  28-hour  limit  imposed  by  28-Hour  Law,  No. 
1  (U.  S.  Comp.  St.  No.  8651),  and  past  the  regular  unloading 
place  for  such  period,  it  was  a  special  agreement,  imposing 
special  duties,  which  would  be  void  as  a  discrimination  in  the 
absence  of  a  corresponding  rate  therefor.  —  Ibid. 

A  carrier  of  live  stock  which  attached  to  the  shipping  con- 
tract a  so-called  36-hour  release  to  extend  its  limit  for  confining 
the  stock  under  the  28-Hour  Law,  N.  1  (U.  S.  Comp.  St.  No.  8651), 
to  36  hours  did  not  obligate  itself  not  to  unload  the  shipment 
until  after  the  lapse  of  28  hours.  —  Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and   Digests  of  National   Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Appeal   Opens  Whole  Case  for  Hearing   De   Novo: 

(Argued  Nov.  9,  1920;  decided  Feb.  28,  1921.)  An  appeal 
by  claimants  from  a  decree  denying  the  libel  as  to  one  claim, 
but  sustaining  it  as  to  another,  brings  up  for  hearing  de  novo 
the  decree  of  the  court  as  to  both  claims,  it  being  unnecessary 
that  libelant  appeal  from  so  much"  of  the  decree  as  denied  re- 
covery on  one  claim. — T.  M.  Duche  &  Sons,  Limited,  vs.  The 
John  Twohy  (Cummins  et  al.,  claimants),  41  Supreme  Court  Kept. 
251. 

Appellant  Cannot  Withdraw  Appeal  to  Prevent  Review  of  Favor- 
able Part  of  Decrea: 

Where  the  claimant  of  a  vessel  libeled  in  admiralty  appealed 
from  the  decree  sustaining  the  libel  as  to  one  claim,  but  dis- 
missing it  as  to  another,  thereby  bringing  the  whole  decree  up 
for  hearing  de  novo,  he  cannot,  after  continuing  the  appeal  until 
the  time  for  libelant  to  appeal  has  expired,  withdraw  his  appeal 
and  thereby  deprive  libelant  of  his  right  to  review  of  a  portion 
of  the  decree  dismissing  the  libel  as  to  one  claim. — Ibid. 
Decree  Dismissing  Attached  Vessel  Without  Day  Is  "Final": 
(Argued  Jan.  26  and  27,  1921;  decided  Feb.  28,  1921.)  A 
decree  in  a  libel  in  rem  which  holds  for  naught,  the  process 
under  which  the  ship  was  arrested,  declares  she  is  not  subject 
lo  any  such  process,  and  directs  her  release — in  other  words, 
dismisses  her  without  day— is  a  final  decree  from  which  an  ap- 
peal may  be  taken. — The  Pesaro,  41  Supreme  Court  Kept.  308. 
Whether  Vessel  Was  Exempt  as  Property  of  Foreign  Government 
Is  Jurisdictional  Question: 

Whether  a  vessel  arrested  on  process  on  libel  in  rem  was 
exempt  from  such  arrest  because  she  was  owned  by  a  foreign 
government  depends  upon  whether  there  is  an  implied  exception 
of  such  vessels  from  Judicial  Code,  No.  24,  cl.  3  (Comp.  St.  No. 


991),  giving  the  District  Courts  original  jurisdiction  of  admiialty 
causes,  and  is  a  Jurisdictional  question  within  Judicial  Code  No 
238  (sec.  1215),  providing  for  an  appeal  from  a  District  Couit 
directly  to  the  Supreme  Court  in  any  case  in  which  the  juris 
diction  of  the  court  may  be  in  issue.— Ibid. 

Suggestion    Arrested    Vessel     Belongs    to    Fore,gn    Government 
Should  Be  Made  Through   State  Department: 
The  suggestion  that  a  vessel  arrested  on  process  issued  by 
a  District  Court  was  exempt  from  arrest  because  the  property 
of  foreign  government  should  be  made  through  our  state  depart- 
ment, and  a  suggestion  made  directly  by  a  foreign  ambassador 
to  the  court  should  not  be  entertained,  even  though  it  was  ac- 
companied by  a  certificate  of  the  Secretary  of  State  establishing 
the  diplomatic  status  of  the  ambassador.— Ibid. 
Liability   of   Foreign   Vessel   to   Suit    in     Rem     Is    Jurisdictional 
Question  Giving  Supreme  Court  Jurisdiction: 
(Argued  Jan.  26  and  27,  1920;   decided  Feb.  28,  1921.)     The 
question  of  the  liability  of  a  vessel  owned  by  a  foreign  govern- 
ment to  process  in  rem  is  question  of  jurisdiction,  from  which 
an  appeal  lies  only  to  the  Supreme  Court,  and  not  to  the  Circuit 
Court  of  Appeals,  under  Judicial  Code,  pp.  128  and  2  8   (Comp. 
St.,  pp.  1120,  1215).— The  Carlo  Poma,  41  Supreme  Court  Kept. 
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Circuit  Court  of  Appeals  Decision  in  Case  Appealable  to  Supreme 

Court  Vacated: 

Where   the  Circuit   Court  of   Appeals   affirmed   a  decree  of 
the  District  Court  which  was  open  to  review  only  by  the  Supreme 
Court    the   decision   of   the   Circuit   Court   of   Appeals   must 
vocated,  and  the  case  remanded  to  it,  with  direction  to  dismis 
the  appeal. — Ibid. 
Risk  of  Delay  Is  on  Vessel,  in  Absence  of  Agreement: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  Since  the  duty 
of  carrying  and  delivering  the  cargo  is  that  of  the  ship,  the  risk 
of  delay  lies  upon  her,  in  the  absence  of  contract  to  the  contrary. 
—Earn  Line  S.  S.  Co.  vs.  Manati  Sugar  Co.  et  al.,  269  Fed. 

^Demurrage"   for    Delay   at    Port   of   Call    Held    Not    Imposed    on 

Charterer,  Where  Unloading   Is  Within  Lay  Days: 

"Demurrage,"   which  is   the  sum   agreed   to   be  paid   to  t. 
ship   for  delay  caused  without  her  fault,  and  which  ordinarily 
does  not  begin  to  run  until  the  lay  days  have  been  used  up,  IE 
not  imposed  on  the  charterer  for  delay  at  port  of  call,  where 
thereafter  the  vessel   was   discharged   before  the   expiration  of 
the  lay  days,  though  the  charter  provided  that  delay  at  port  of 
call  should  be  counted  as  demurrage  days,  since  that  provision 
will  he  construed  only  to  charge  such  demurrage  in  case  there- 
after the  vessel  is  not  unloaded  within  the  lay  days. — Ibid. 
Charterer  Not  Entitled  to  Dispatch  Money  in  Advance  of  Charter 

agreement: 

Though  the  regulation  of  the  joint  committee  of  the  Unit* 
States  Shipping  Board  and  Food  Administration  authorized  dis- 
patch money,   the  charterer  waived  his  right  to  such  dispatch 
money  by  accepting  a  charter  party,  prepared  by  the  committee, 
which   made  no  provision   therefor. — Ibid. 
Damages   for   Closing    Refinery    Not   Chargeable    Against   Vessel 

Carrying  Sugar: 

The  assignee  of  a  charter  cannot  recover  from  the  vessel, 
delay  in  delivery  of  the  cargo  of  sugar,  damages  sustained  by 
shutting   down   its   refinery   for  want  of   raw   sugar,   since  the. 
parties  could  not  have  contracted  with  reference  to  such  possi- 
bility.—Ibid. 
Statute  Limiting  Liability  Should  Be  Liberally  Construed: 

(Circuit  Court  of  Appeals,  Fourth  Circuit.)  Rev.  St.,  p.  4 
(Comp.  St.,  p.  8021),  limiting  the  liability  of  a  vessel  owner  for 
loss  incurred  without  knowledge  to  the  value  of  the  owner's 
interest  in  the  vessel  and  her  freight  then  pending,  should  be 
liberally  construed  in  favor  of  shipowners,  so  as  to  encourage 
shipbuilding  and  the  employment  of  ships  in  commerce. — Peo- 
ple's Nav.  Co.,  Inc.,  et  al.  vs.  Toxey  et  al.;  Toxey  et  al.  vs. 
People's  Nav.  Co.,  Inc.,  et  al.,  269  Fed.  Kept.  793. 

CARS    IN    BAD   ORDER 

The  percentage  of  revenue  freight  cars  in  bad  order  on 
Class  1  roads  on  April  1  was  11.8  per  cent,  as  compared  with 
11.2  per  cent  on  March  15. 


FREIGHT  CARS  ON   LINE 

The  percentage  of  freight  cars  on  line  to  ownership  as  of 
April  1,  Class  1  roads,  for  the  country  as  a  whole,  was  97.3  pet- 
cent,  as  compared  with  99.8  per  cent  in  1920.  By  districts  the 
percentages  were  as  follows:  Eastern,  96.4,  as  compared  with 
106.1  a  year  ago;  Allegheny  district,  97,  as  compared  with  95.7 
a  year  ago;  Pocahontas  district,  91.7,  as  compared  with  61.5  a 
year  ago;  Southern  district,  100.3,  as  compared  with  99.3  a  year 
ago;  Western  district,  97.8.  as  compared  with  102.6  a  year  ago; 
Canadian  roads,  94.7,  as  compared  with  90.9  a  year  ago. 

VA.   BLUE   RIDGE   BONDS 

The  Virginia  Blue  Ridge  Railway  has  applied  to  the  Com- 
mission for  authority  to  pledge  $35,000  of  first  mortgage  6  per 
cent  gold  bonds  as  collateral  on  short-term  notes. 
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LOSS  AND  DAMAGE   CLAIMS 

(Kighth  of  a  aeries  of  articles  written  for  The  Traffic  World  by 
C.  H.   Dietrich.) 

In  the  adjustment  of  claims  for  loss  and  damage  there  Is  a 
wide  difference  In  the  work  required  to  investigate  the  facts  and 
ascertain  legal  liability  on  shipments  of  certain  commodities  as 
<cimp:ired  to  others,  and  where  the  Investigation  is  necessarily 
long  drawn  out  there  is  naturally  more  or  less  complaint  on  the 
p:irt  of  claimants. 

This  is  particularly  true  In  connection  with  claims  filed  on 
shipments  of  perishable  freight  where  the  haul  is  of  considerable 
length  and  where  the  Investigation  made  covers  not  only  the 
running  schedule  of  the  car  but  also  the  accessorial  service  fur- 
nished in  transit,  such  as  icing,  ventilation,  heating,  etc.  The 
commodity  that  has  perhaps  been  the  subject  of  most  agitation 
before  the  various  claim  bodies  is  fresh  meat  and  packing  house 
products.  The  amount  paid  on  this  commodity  In-  1920  by  all 
lines  aggregates  approximately  three  million  dollars,  or  about 
three  per  cent  of  the  entire  loss  and  damage  account,  including 
claims  on  both  carload  and  less  carload  shipments. 

Fresh  meats  and  packing  house  products,  generally  speak- 
ing, move  with  regularity  throughout  the  entire  year,  and  this 
movement  is  ordinarily  handled  over  well  defined  routes  on 
schedules  that  are  prepared  with  this  particular  movement  In 
view.  Where  there  is  no  delay,  icing  plants  are  reached  at  in- 
tervals that  permit  the  replenishing  of  the  bunkers  frequently 
enough  to  protect  the  products  against  any  damage  from  tem- 
perature rising  in  the  cars  to  a  point  that  will  affect  the  meat. 

This,  at  least,  is  true  of  the  great  bulk  of  this  movement 
between  the  larger  cities,  and  generally  the  movement  off  the 
main  line  of  travel  to  destination  points  In  smaller  cities  does 
not  require  to  exceed  twenty-four  hours,  or  thereabouts.  It  Is, 
therefore,  obvious  that  if  the  product  is  in  first  class  shipping 
condition  and  has  received  the  proper  attention  at  the  packing 
plant  between  the  time  the  animals  are  killed  and  the  time  the 
shipment  is  placed  on  board  cars,  if  the  cars  are  properly  pre- 
cooled  and  the  load  stowed  in  the  car  in  a  way  that  will  permit 
the  free  circulation  of  chilled  air  and  the  shipment  moves 
through  on  schedule  and  is  re-iced  in  accordance  with  shipper's 
instructions,  there  should  be  no  great  amount  of  damage  in 
transit. 

The  fact  that  a  three  million  dollar  loss  and  damage  account 
was  adjusted  in  1920,  however,  indicates  without  question  that 
either  a  great  deal  of  unfit  meat  was  loaded  at  point  of  origin 
or  a  great  deal  of  mishandling  occurred  in  transit. 

There  are  two  features  in  connection  with  this  class  of 
claims  that  the  packing  industry  would  undoubtedly  appreciate 
having  carriers  give  their  attention  to,  which  would  undoubtedly 
go  a  long  way  toward  clearing  up  this  particular  class  of  claims: 
First,  the  building  of  schedules  for  handling  this  business  that 
can  be  maintained  month  in  and  month  out;  second,  arranging 
for  re-icing  of  these  cars  at  the  stations  designated  on  shipping 
instructions  with  ice  that  is  properly  prepared,  and  with  the 
exact  percentage  of  salt  requested,  for,  while  it  is  generally  con- 
ceded that  a  delay  that  is  not  unreasonable,  will  not  necessarily 
cause  any  damage  to  the  meat,  provided  the  refrigeration  is  main- 
tained, the  regularity  of  this  business  is  one  of  Its  chief  features, 
and  a  delay  in  transit  that  results  in  cars  reaching  destination 
bunched  up,  embarrasses  the  sales  department,  particularly  at 
the  smaller  markets. 

Where  delay,  or  improper  refrigeration,  or  both,  result  in 
shipments  reaching  destination  in  damaged  condition  the  ques- 
tion of  claim  adjustment,  even  after  investigation  has  developed 
that  the  damaged  condition  is  due  to  carrier's  negligence  and 
legal  liability  is  thereby  acknowledged,  has  been  surrounded  by 
numerous  difficulties  due,  perhaps,  about  equally  to  claim  offices 
generally  being  unfamiliar  with  the  accounting  methods  followed 
by  the  packing  fraternity,  and  the'  lack  of  uniformity  among  the 
packers  themselves  in  their  methods  of  arriving  at  the  alleged 
losses. 

There  are  so  many  different  factors  that  enter  Into  a  claim 
of  this  nature  that  it  is  not  surprising  that  there  are  so  many 
misunderstandings  in  connection  with  these  settlements.  It  is 
difficult,  for  instance,  for  the  average  claim  investigator  handling 
this  class  of  claims  to  appreciate  how  two  shipments  consisting 
of  the  same  kind  of  meat,  meeting  with  perhaps  the  same  de- 
lays in  transit,  or  approximately  the  same  mishandling,  will  de- 
velop, in  the  one  case,  a  loss  of  from  $150  to  $250,  while  in 
another  case  the  loss  will  run  from  $1,000  to  $2,000;  or,  to  cite 
still  another  instance,  we  find  a  car  that  has  been  delayed  as 
much  as  three  days  in  transit  with  unusually  long  lapses  be- 
tween icings,  will  reach  destination  and  a  claim  for  a  com- 
paratively small  amount  will  ensue,  and  at  the  same  time  a 
car  that  is  not  delayed  more  than  24  hours  in  transit,  and  per- 
haps one  lapse  in  the  icing  of  only  a  few  hours  over  the  lapse 
contemplated  by  shipper  will  result  in  a  claim  for  $1,000  or 
more.  This  difference  is  largely  accounted  for,  however,  by  the 
difference  in  the  markets  to  which  the  two  cars  were  consigned; 
that  is,  a  car  reaching  a  market  like  Buffalo  or  Philadelphia 
can  be  handled,  even  though  somewhat  damaged,  to  good  ad- 
vantage, whereas  a  car  consigned  to  a  market  such  as  Spring- 
field, 111.,  or  Canton,  Ohio,  where  the  outlet  for  off  grade  meat 


is  very  limited,  would  make  a  IOM  out  of  all  proportion  to  the 
actual  damage  sustained. 

These  claims  on  packing  house  products  and  fresh  meat  ara 
without  any  question  one  of  the  most  difficult  to  handle  satis- 
factorily that  come  before  our  freight  claim  offices,  and  I  am 
sure  that  both  the  packing  concerns  that  are  obliged  to  present 
these  claims  and  the  freight  claim  offices  that  are  required  to 
adjust  them  will  be  pleased  to  receive  any  suggestions  that  may 
simplify  the  process  of  investigating  and  settling  them. 

There  has  recently  been  perfected  (although  not  yet  on  the 
market  for  commercial  use),  a  recording  thermometer  that 
seems  to  me  would  at  least  settle  one  feature  of  this  class  of 
claims  that  has  certainly  been  responsible  for  an  endless  amount 
of  Investigation  and  controversy.  This  little  Instrument,  which 
is  compact,  will  show  the  temperature  record  from  hour  to  hour 
from  the  time  that  car  Is  loaded  until  It  Is  opened  at  destination 
and  will.  If  put  Into  general  use,  make  unnecessary  the  investi- 
gation so  far  as  icing  records  In  transit  are  concerned,  and 
will  also  settle  all  disputes  with  reference  to  whether  the  tem- 
perature inside  the  car  has  been  permitted  to  vary  above  a 
safe  point  enroute;  and  once  this  question  has  been  disposed 
of,  practically  the  only  other  question  left  Is  what  the 
actual  loss  on  account  of  Improper  refrigeration  or  delay  amounts 
to.  This  question,  however,  depends  to  such  a  great  extent  on 
what  the  facilities  for  disposing  of  off  grade  meat  are  at  destina- 
tion that  there  can  never  be,  In  my  judgment,  any  hard  and 
fast  rule  to  follow;  but  if  an  inspection  service  can  be  formu- 
lated whereby  competent  Inspectors  are  available  at  the  larger 
markets,  at  least,  and  where  shipments  arrive  In  damaged  condi- 
tion make  an  inspection  that  will  determine  the  approximate 
damage  In  dollars  and  cents,  I  believe  such  an  inspection  would 
be  welcomed  by  shipper  and  carrier  alike  and  would  be  far  more 
satisfactory  to  both  interested  parties  than  the  present  plan  of 
basing  the  claimed  loss  on  the  difference  between  what  the 
claimant  figures  should  have  been  the  market  value  in  good 
condition  and  the  net  proceeds  from  the  sale  of  the  meat  In 
the  condition  In  which  it  arrived. 

This  latter  plan  always  involves  the  question  of  an  over 
supplied  market  or  other  market  conditions  that  have  no  bear- 
ing on  a  damage  for  which  carrier  is  responsible. 

Aside  from  the  question  of  maintaining  proper  schedules, 
re-icing  at  proper  intervals,  and  the  many  difficulties  met  with 
in  adjusting  these  claims  where  damage  occurs,  the  question  of 
proper  equipment  is  just  as  Important,  for,  with  all  the  many 
improvements  and  refinements  that  have  taken  place  In  this 
business  since  the  transportation  of  fresh  meat  under  refrigera- 
tion became  general,  there  has  been  scarcely  a  change  in  the 
refrigeration  car.  It  would  seem  to  the  layman,  at  least,  that 
the  great  opportunity  for  reducing  claims  for  loss  and  damage 
on  this  commodity  lies  in  the  perfecting  of  a  car  that  will  carry 
fresh  meat  and  similar  commodities  under  refrigeration  with 
safety,  even  though  there  may  be  slight  delays  In  transit  and 
lapses  in  refrigeration  a  few  hours  In  excess  of  those  contem- 
plated, for  under  the  most  favorable  operating  conditions  these 
delays  are  bound  to  creep  In,  and  where  a  car  is  delayed  the 
refrigeration  Is  almost  necessarily  neglected,  and  until  a  car 
is  devised  that  can  meet  these  defects  In  transportation,  to  some 
extent  at  least,  this  tremendous  economic  loss  will  undoubtedly 
continue. 

In  addition  to  the  ordinary  causes  of  damage  to  fresh  meat 
and  packing  house  products — 1.  e.  delay  and  improper  refrigera- 
tion— this  commodity  is  frequently  damaged  by  derailment  and 
wrecks,  and  where  cars  containing  fresh  meat  are  derailed  and 
the  contents  are  thereby  exposed  to  the  air,  the  ensuing  loss  Is 
usually  extremely  heavy.  It  Is  customary  in  accidents  of  this 
kind,  where  the  place  Is  not  too  remote  from  a  packing  plant, 
to  secure  the  services  of  trained  meat  luggers  to  handle  It  In  trans- 
fer; but  even  where  under  the  most  favorable  circumstances, 
chilled  cars  can  be  secured,  Into  which  the  meat  Is  transferred, 
and  with  every  precaution  taken  toward  preventing  Its  becoming 
soiled,  torn,  and  otherwise  damaged,  the  exposure  to  high  tem- 
perature alone  will  generally  make  it  impracticable  to  forward 
to  Its  original  destination  and  it  Is  generally  a  case  of  either  re- 
turning It  to  the  plant  from  which  It  originated  or  arranging 
with  the  owner  to  take  it  In  at  the  nearest  available  market  and 
disposing  of  the  salvage  to  the  best  possible  advantage. 

An  accident  involving  any  considerable  number  of  cars  of 
fresh  meat  not  only  means  an  extensive  loss  and  damage  to  the 
carrier  Involved,  but  also  works  a  severe  hardship  on  the  con- 
signees who  /Jepend  on  a  regular  supply  for  their  needs. 

Closely  allied  to  the  ordinary  fresh  meat  and  packing  house 
products  Is  the  traffic  In  dressed  poultry.  This  commodity  is 
especially  susceptible  to  damage  1n  transit  where  the  refrigera- 
tion is  not  maintained  one  hundred  per  cent.  This  commodity 
is  also  highly  seasonable  at  certain  times  of  the  year,  and  even 
slight  delays  In  transit  are  disastrous,  especially  just  prior  to 
the  holiday  season  where  large  volumes  of  dressed  poultry  are 
moving  to  market. 

The  dressing  of  live  poultry  and  its  preparation  for  shipment 
is  largely  done  in  comparatively  small  plants,  and.  In  many 
cases,  in  plants  not  equipped  for  artificial  cooling.  Where  the 
fowls  are  not  thoroughly  chilled  before  packed  in  boxes  or  barrels 
for  shipment  there  Is  every  possibility  of  damage  developing 
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at  destination  even  though  the  very  best  of  refrigeration  is 
maintained. 

The  adjustment  of  claims  on  this  commodity  rests  largely 
on  what  care  the  investigation  shows  was  used  in  preparing 
the  shipment  for  market  and  what  protection  was  given  at 
the  shipping  point  There  is  no  question  but  that  wonderful 
improvements  have  been  made  in  the  last  few  years  along  these 
lines,  largely  due  to  the  suggestions  made  by  the  United  States 
Department  of  Agriculture,  whose  exhaustive  experiments  have 
been  used  to  good  advantage  by  the  individuals  and  firms  in- 
terested in  the  dressing  and  marketing  of  poultry.  The  efforts 
of  this  bureau  have  been  responsible  for  the  almost  complete 
elimination  of  the  old  practice  of  shipping  dressed  poultry 
packed  in  ice.  Today  practically  all  of  it  is  forwarded  dry, 
packed  under  intensive  refrigeration. 

The  one  important  feature  in  connection  with  the  entire 
loss  and  damage  situation,  so  far  as  meats,  packing  house  prod- 
ucts, dressed  poultry,  etc.,  are  concerned,  is  the  proper  re-icing 
in  transit.  This  not  only  includes  the  replenishing  of  the 
bunkers  at  regular  intervals,  but  the  proper  preparation  of  the 
ice  and  its  mixture  with  salt  as  well.  The  maintaining  of  an 
even  temperature  low  enough  properly  to  protect  these  com- 
modities requires  a  percentage  of  salt,  ranging  from  eight  to 
twelve  and  fifteen  per  cent.  Where  this  percentage  of  salt  is 
mixed  with  ice  its  refrigeration  qualities  are  rapidly  exhausted, 
and  where,  through  any  break  in  the  schedule  movement,  a  car 
is  delayed,  the  question  of  replenishing 'the  ice  bunkers  must 
have  first  attention. 

The  crushing  of  ice  for  this  purpose  is  also  a  matter  that 
cannot  be  slighted,  for,  unless  ice  is  crushed  properly,  the  salt 
applied  does  not  act  as  it  should  and  the  refrigeration  desired 
is  not  secured.  In  short,  the  proper  application  of  ice  to  cars 
containing  these  highly  perishable  products  requires  nothing 
less  than,  expert  attention  and  is  undoubtedly  one  of  the  most 
vital  features  entering  Into  the  safe  transportation  of  this 
freight. 

There  is  one  other  angle  that  presents  itself  in  a  great  many 
of  our  claims  on  fresh  meat — the  handling  at  destination.  This 
comes  up  particularly  in  connection  with  cars  that  arrive  at 
destination  either  Saturday  afternoon  or  on  Sunday  and  delivery 
is  not  taken  until  Monday  morning.  The  last  re-icing  of  these  cars 
is  spaced  with  their  prompt  unloading  on  arrival  at  destination 
in  view,  and  where  such  prompt  unloading  is  not  convenient  or 
possible,  some  arrangement  must  be  made  between  carrier  and 
consignee  looking  toward  the  proper  protection  of  the  freight  dur- 
ing the  intervening  period  before  the  car  is  actually  unloaded. 
This  little  lapse  is  frequently  the  direct  cause  of  heavy  claims 
for  damage  and  is  one  that  should  not  be  overlooked  by  the 
carrier  where  shipments  are  arriving  late  in  the  week. 


RECONSIGNMENT  ARGUMENT 

The  Traffic  World  Washington  B'treait 

A  willingness  on  the  part  of  carriers  to  postpone  the  opera- 
tion of  tariffs  proposing  changes  in  the  rules  relating  to  recon- 
signment  and  diversion  involved  in  I.  &  S.  No.  1250  was  ex- 
pressed by  R.  H.  Widdicombe,  speaking  for  western  carriers,  at 
the  argument  on  that  case  April  14.  He  said  the  western  car- 
riers, on  account  of  the  situation,  were  willing  to  leave  things 
as  they  are  now  until  January  1,  1922.  Parker  McCollester,  for 
the  eastern  carriers,  said  they  had  not  considered  the  matter, 
but  he  thought  they  would  also  be  willing  to  have  the  whole  mat- 
ter put  over  until  the  end  of  this  year,  or  until  such  time  as  con- 
ditions had  so  improved  that  changes  in  the  rates  and  rules 
might  be  considered  without  danger  of  causing  a  still  further 
check  in  the  volume  of  tonnage. 

Southern  carriers  were  not  represented.  They  announced 
at  the  conference  held  in  Washington,  January  31,  their  desire 
to  continue  reconsignment  without  limit.  They  practically  aban- 
doned at  that  time  the  support  they  had  theretofore  given  to  the 
changes  proposed  in  rates,  rules  and  regulations  in  the  sus- 
pended tariffs. 

Whether  the  Commission  will  put  the  case  in  abeyance  was 
not  indicated  by  anything  any  member  said  in  the  arguments 
that  followed  the  announcements  of  position  by  the  two  at- 
torneys for  the.  railroads.  Inasmuch,  however,  as  the  western 
and  southern  carriers  have  definitely  indicated  their  willingness 
to  postpone  any  further  proceedings  in  the  case,  and  the  attorney 
for  the  eastern  carriers  expressed  the  belief  that  they  would  be 
willing  to  take  similar  action,  it  is  believed  the  Commission 
will  make  no  disposition  of  the  case  until  after  there  has  been 
a  decided  change  in  conditions,  unless  it  should  come  to  the 
conclusion  that  it  should  discontinue  the  effort  to  arrive  at  na- 
tional uniformity  in  the  matter  of  rates  and  rules.  The  southern 
carriers  are  unwilling  to  place  restrictions  on  the  number  of 
reconsignments  and  their  unwillingness  might  make  it  hard  for 
the  Commission  to  devise  a  scheme  that  would  be  uniform 
throughout  the  country. 

C.  E.  Bell,  representing  tho  American  Fruit  and  Vegetable 
Shippers'  Association,  and  speaking  particularly  for  Florida  ship- 
pers, said  hundreds  of  acres  of  cabbage  and  lettuce  had  been 
plowed  under  in  Florida  because  the  producers  could  not  obtain 


from  the  wholesalers  the  cost  of  production  and  freight.  The  pro- 
ducer, he  said,  had  nothing  to  do  with  the  retail  prices.  He 
said  that  many  boxes  of  oranges  would  be  allowed  to  rot  in 
Florida  for  the  same  reason. 

On  the  merits  of  the  proposition,  Mr.  Bell  said,  there  was 
no  such  dissimilarity  of  circumstances  and  conditions  in  the 
eastern  district  as  to  require  difference  in  treatment  of  cars  of 
fruits  and  vegetables.  He  was  willing  to  admit,  however,  that 
free  reconsignment  might  be  limited  to  one  such  operation 
after  arrival  at  first  billed  destination.  He  objected,  however, 
to  the  limitation  of  that  free  reconsignment  to  24  hours  after 
arrival  at  first  billed  destination.  Such  a  limitation,  he  said, 
would  be  of  no  value  to  the  shipper  because  he  could  not  learn 
of  its  arrival  and  get  instructions  to  the  point  of  arrival  within 
the  24  hours.  He  quoted  Edward  Chambers,  vice-president  of  the 
Santa  Fe,  as  saying  that  the  limitation,  if  imposed,  should  be 
at  least  48  hours.  Mr.  Bell  contended  that  the  service  of  mak- 
ing out  reco'nsignment  papers  was  no  greater  48  hours  after 
arrival  than  24  hours  after  arrival  and  that  an  ascending  scale 
of  reconsigning  charges  was  without  logical  foundation,  because 
car  detention  is  supposed  to  be  covered  by  demurrage  and  track 
storage  charges. 

K.  D.  Loos,  for  the  California  Citrus  League,  also  objected 
to  reconsignment  charges  graded  according  to  the  length  of 
time  the  car  might  be  held  at  the  point  of  reconsignment.  He 
said  the  California  shippers  were  sending  forward  boxes  of 
oranges  that  did  not  bring  a  price  sufficient  to  cover  the  cost  of 
packing  and  shipping.  He  said  the  California  shippers  would 
be  glad  to  hear  of  the  willingness  of  the  western  carriers  to  have 
action  on  the  case  postponed  until  the  end  of  the  year. 

"The  idea  of  uniformity  throughout  the  country  is  contrary 
to  the  spirit  of  the  interstate  commerce  law,"  said  Seth  Mann, 
speaking  for  the  San  Francisco  Chamber  of  Commerce,  Cali- 
fornia Wholesale  Potato  Dealers'  Association,  Spokane  Chamber 
of  Commerce,  and  a  number  of  other  interests  in  the  intermoun- 
tain  and  Pacific  coast  states.  "Throughout  the  law  you  find  the 
expression  'under  like  circumstances  and  conditions,'  "  he  said. 
And  that  is  a  legislative  recognition,  he  contended,  of  the  fact 
that  conditions  and  circumstances  are  not  similar  throughout 
the  country.  His  main  objection  was  the  recommendation  of  the 
examiner  who  made  the  tentative  report  on  the  case,  that  a 
shipper  have  24  hours  in  which  to  give  orders  for  further  car- 
riage after  the  car  has  been  stopped  for  federal  or  state  in- 
spection. He  wanted  to  know  what  the  shipper  had  to  do  with 
the  stopping  of  a  car  for  inspection  unler  the  laws  of  the  country 
or  a  state.  He  objected  to  placing  any  burden  on  the  shipper 
by  reason  of  any  inspection  law. 


TRANSIT  PRINCIPLE  OVERTURNED 

The  Traffic  World  Washington  Bureau 

In  reports  on  No.  11009,  Southern  Hardwood  Traffic  Asso- 
ciation against  the  Director-General,  and  10582,  American  Creo- 
soting  Company  against  the  Central  of  New  Jersey,  the  Com- 
mission has  overturned  the  principle  on  which  it  has  decided 
numerous  transit  cases — notably  the  Grain  and  Hay  Exchange 
against  the  Pennsylvania  (32  I.  C.  C.  409)  and  Indianapolis 
Chamber  of  Commerce  against  the  Big  Four — on  the  ground  that 
they  are  no  longer  controlling  in  view  of  the  enlarged  powers 
given  the  Commission  by  the  transportation  act. 

In  the  southern  hardwood  case  the  Commission  held  that  the 
participation  of  the  defendants  in  tariffs  carrying  joint  rates  on 
lumber  through  Memphis  or  Louisville  and  permitting,  in  con- 
nection with  such  rates,  transit  at  certain  points  while  denying 
transit  at  Memphis  or  Louisville,  constituted  undue  prejudice 
against  the  complaining  hardwood  lumber  men. 

In  the  creosoting  case  the  Commission  held  that  failure  of 
the  Pennsylvania  and  Jersey  Central  to  allow  creosoting  in  tran- 
sit at  Newark,  N.  J.,  while  joining  in  tariffs  that  allowed  transit 
at  Indianapolis,  Bloomington,  Madison,  111.,  Toledo  or  Simpson, 
Miss.,  constituted  undue  prejudice  against  the  complainant. 

The  prejudice  must  be  removed  before  July  20.  The  Com- 
mission brushed  aside  the  defense  in  the  creosoting  case  based 
on  prior  decisions  and  said  that  participation  of  the  Pennsyl- 
vania and  Jersey  Central  in  joint  rates  giving  transit  while  deny- 
ing it  on  their  own  rails  was  unduly  prejudicial. 

The  text  of  the  report  in  the  creosoting  case  was  given  out 
April  15.  It  contains  an  abstract  of  the  hardwood  case  decision, 
the  text  of  which  had  not  been  given  out. 


NEW  YORK  CANAL  BARGE  SOLD 

The  War  Department  has  accepted  a  bid  of  $7,177  for  the 
tug  "Lenahan,"  part  of  the  equipment  on  the  New  York  State 
Barge  Canal,  recently  offered  for  sale  under  the  recent  act  of 
Congress  terminating  federal  operation  of  boats  and  barges 
on  the  canal.  The  accepted  bid  was  submittel  by  the  Niagara 
Ferry  Company,  Grand  Island,  N.  Y.  Nine  bids  were  received 
by  the  department,  but  only  the  one  was  accepted.  The  depart- 
ment will  continue  its  efforts  to  dispose  of  the  equipment. 
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Questions  and  Answers 

In  this  department  will  be  answwed  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  se-vice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 


Address  Questions  and  Answers  Department, 
Traffic  Serrtos  Corporation,  Colorado  Building,  Washington,  D.  C. 


Damages — Measure  of,  for  Conversion   of  Coal 

New  York. — Question:  We  note,  upon  reviewing  some  of 
your  answers  to  question,  as  regards  to  measure  of  damages, 
particularly  those  pertaining  to  conversion  of  coal,  that,  follow- 
ing the  citations  of  several  cases  in  court,  you  state  that  it  must 
not  be  overlooked  that  under  the  Lever  law,  authority  was  given 
the  Fuel  Administration  and  Director-General  of  Railroads  to 
make  such  diversions  of  coal  which  the  railroads  under  their 
directions  may  require  to  provide  for  the  requirements  of  the 
country  during  the  war  and  that  the  government  established  a 
price  at  which  coal  should  be  sold  and,  if  the  shipper  or  con- 
signee paid  more  than  such  government  price,  it  is  doubtful  if 
he  could  recover  any  more  than  the  difference  between  the 
government  price  and  the  price  at  destination  when  the  ship- 
ment should  have  arrived. 

As  we  have  had  some  experience  with  the  filing  of  claims 
for  the  confiscation  of  coal  and  are  at  present  in  correspondence 
with  the  Director-General,  we  would  ask  if  you  have  not  dis- 
closed erroneous  information  as  to  the  proper  settlement  of 
claims  of  this  character?  Did  not  the  Administrator,  under  date 
of  January  14,  1918,  issue  a  ruling  known  as  rule  No.  14,  wherein 
they  specifically  state  that  coal  converted  by  the  Fuel  Admin- 
istration, the  title  and  interest  of  such  purchaser,  consignee  or 
consumer  shall  terminate  and  his  liability  to  pay  for  the  coal  so 
converted  shall  cease?  The  person  or  consumer  to  which  any 
such  coal  is  diverted  shall  become  liable  as  of  the  time  of  such 
diversion  to  pay  the  shipper  thereof  the  price  in  force  at  the 
date  of  shipment  as  fixed  therefor  by  or  under  authority  of 
the  President?  If  such  coal,  so  diverted,  was  shipped  under 
a  valid  and  enforcible  contract,  the  quantity  thereof  so  diverted 
shall  not  be  charged  against  the  amount  to  which  the  contract 
applied. 

In  view  of  this  ruling,  we  cannot  see  where  there  is  any 
possible  chance  of  collecting  the  difference  between  the  govern- 
ment price  and  the  price  at  destination.  Will  you  not  kindly 
review  this  subject  and  advise  us  if,  in  your  opinion,  such  a 
ruling  as  above  mentioned  can  be  applied  in  view  of  section 
20  of  the  interstate  commerce  act  which  prohibits  the  limitation 
of  liability  of  a  carrier  in  any  form? 

Answer:  It  is  true  that  in  the  regulations  established  by 
the  President  of  the  United  States,  acting  through  the  Fuel 
Administrator,  relative  to  the  sale,  shipment,  distribution  and 
apportionment  of  coal  and  coke  among  dealers  and  consumers 
and  the  price  to  be  paid  therefor  in  case  of  diversion,  effective 
on  January  15,  1918,  all  shipments  of  coal  and  coke  were  made 
subject  to  the  diversion  of  such  coal  and  coke  by  the  United 
States  Fuel  Administrator  or  any  persons  acting  under  his 
authority,  and  that  under  this  regulation  the  tilte  of  the  pur- 
chaser, consignee  or  consumer,  which  by  custom  or  law,  might 
have  become  vested  at  the  time  and  place  of  shipment,  was  made 
subject  to  the  condition  that  the  coal  or  coke  so  shipped  might 
be  diverted,  and  that  in  case  of  any  such  diversion  the  title  and 
interest  of  such  purchaser,  consignee  or  customer  should  be 
completely  divested  and  terminated  and  his  liability  to  pay 
therefor  should  cease,  this  regulation  having  been  established 
by  the  President  under  authority  of  the  Lever  law. 

Assuming  that  the  courts  would  hold  this  regulation  to  be 
constitutional,  then  in  that  event  the  consignee  of  a  shipment 
of  coal  which  had  been  diverted  by  the  United  States  Fuel  Ad- 
ministrator or  any  person  acting  under  his  authority,  would  have 
no  right  of  action  against  a  carrier  for  coal  so  diverted  to  Its 
use,  inasmuch  as  the  title  of  the  consingee  to  the  coal  was  com- 
pletely divested  and  terminated  under  this  regulation.  We  are, 
however,  not  aware  of  any  decision  of  the  courts  which  passes 
upon  the  constitutionality  of  this  regulation. 

Interest  on   Loss  or  Damage  Claims 

California. — Question:  We  have  several  claims  filed  for  full 
actual  loss  of  shipments  against  various  common  carriers.  We 
have  computed  our  claims  on  the  basis  of  actual  invoice  prices 
plus  6  per  cent  interest  to  time  of  settlement.  Some  of  our 
claims  were  filed  in  November,  1920,  and  are  still  unpaid. 

We  contend  that  we  are  entitled  to  interest  until  settlement 
is  made,  basing  our  contention  upon  the  wording  of  the  McCaull- 


Dinsmore  cane,  which  In  part  said  that  consignee  wa«  entitled 
to  full  actual  IOHB.  Are  we  within  our  right*?  We  would  ap- 
preciate your  giving  UH  the  benefit  of  your  experience. 

Answer:  The  II.  S.  Supreme  Court's  decision  In  the  Me 
Caull-Dlnsmore  case  Is  in  effect  a  legal  construction  of  the  Cum- 
mins amendment  which  makes  void  any  contract  or  rule  by  a 
carrier  limiting  their  liability  or  the  amount  of  recovery  In  loss 
or  damage  claims.  This  court  affirmed  the  decision  In  the  Fed- 
eral District  Court  and  the  Circuit  Court  of  Appeals,  Eighth  Cir- 
cuit, which  courts  substantially  held  that  the  bill  of  lading 
stipulation  computing  the  amount  of  damage  at  the  value  of 
the  goods  at  place  and  time  of  shipment  is  a  limitation  of  lia- 
bility, since  the  object  of  the  Cummins  amendment  was  to  place 
upon  the  carrier  liability  for  the  full  actual  loss,  damage  or 
injury  to  the  property  transported  which  is  caused  by  It,  in 
accordance  with  the  rule  of  common  law.  Now,  the  general 
rule  of  common  law  is  that  the  measure  of  damage  for  which 
the  carrier  Is  liable  is  the  market  value  of  the  goods  at  des- 
tination plus  interest  on  such  value  from  the  date  when,  in 
general  course,  the  goods  should  have  been  delivered,  less  the 
unpaid  transportation  charge,  if  any.  See  the  ruling  of  the 
Interstate  Commerce  Commission  In  re  Bills  of  Lading,  62 
I.  C.  C.  771,  and  numerous  state  and  federal  decisions  cited.  It 
would  therefore  seem  to  follow  that  the  effect  of  the  United 
States  Supreme  Court's  affirmation  of  the  judgments  of  the 
lower  federal  courts  is  to  restore  the  common  law  rule  by  which 
damages  are  to  be  computed  at  the  market  value  of  the  goods 
at  destination,  including  interest,  as  above  stated.  This  is  the 
view  that  the  Interstate  Commerce  Commission  took  In  the  case 
above  cited  and  no  doubt  the  Commission  will,  when  prescribing 
a  new  bill  of  lading  form,  include  the  provision  for  the  allow- 
ance of  interest  in  loss  and  damage  claims. 

However,  carriers  as  a  rule  decline  to  pay  interest  in  the 
voluntary  settlement  of  claims  for  loss  and  damage  and,  of 
course,  under  such  circumstances,  your  only  remedy  is  to  bring 
suit  therefor  in  a  court  of  law,  as  the  Commission  has  no  juris- 
diction over  the  payment  of  claims  for  loss,  damage  or  delay. 

Furthermore,  the  decisions  of  the  various  state  courts  are 
not  uniform  as  to  the  allowance,  the  courts  of  some  states  hold- 
ing that  interest  is  not  allowable  and  others  that  it  lies  within 
the  discretion  of  the  jury,  although  the  weight  of  authority  is 
to  the  effect  that  a  shipper  is  entitled  to  interest. 

Reconsignment  Versus   Reshipment 

Maryland. — Question:  I  think  your  answer  to  "Pennsyl- 
vania," on  page  504  of  The  Traffic  World  of  March  5,  "Recon- 
signment vs.  Reshipment,"  should  be  corrected,  as  it  is  not  in 
accordance  with  the  reconsigning  rule  involved,  which  was 
shaped  in  compliance  with  the  order  of  the  Interstate  Commerce 
Commission  in  the  reconsignment  case.  I  might  also  refer  you 
to  the  decision  of  the  Commission  In  the  Natchez  case  brought 
up  by  the  Natchez  Chamber  of  Commerce  et  al.,  in  Docket  10585, 
which  was  subsequent  to  the  decision  of  the  Commission  in  the 
reconsignment  case. 

Rule  12  of  the  reconsignment  tariffs  says:  "If  a  car  has 
been  placed  for  unloading  at  original  billed  destination  and  re- 
forwarded  therefrom  without  being  unloaded,"  etc. 

The  assessment  of  the  reconsigning  charge  in  addition  to 
the  combination  of  locals,  cannot  be  avoided  by  paying  the 
freight  charges  and  taking  out  a  new  bill  of  lading,  but  only 
by  actual  acceptance  of  the  freight,  unloading  of  the  shipment 
and  release  of  the  car. 

Your  quotation  from  the  reconsignment  case  does  not  go 
far  enough,  as  the  assessment  of  the  reconsignment  charge  in 
addition  to  the  combination  of  locals  when  cars  are  not  actually 
released  was  made  to  prevent  discrimination  against  dealers  at 
points  not  so  advantageously  located  at  a  rate-breaking  point 
such  as  Cairo.  With  the  effectiveness  of  rule  12,  the  advantage 
that  Cairo  had  became  no  more  than  at  any  other  reconsigning 
point. 

Answer:  Reconsignment,  as  technically  understood,  is  a 
privilege  extended  by  carriers  to  shippers  under  which  goods 
may  be  forwarded  to  a  point  other  than  their  original  destina- 
tion without  removal  from  the  car,  and,  under  certain  circum- 
stances, at  the  through  rate  from  the  initial  point  to  that  of 
final  delivery.  See  Detroit  Traffic  Association  vs  L.  S  &  M  S 
Railway,  21  I.  C.  C.  257  (258). 

The  theory  of  reconsignment  is  that  the  shipment  is,  in 
fact,  one  from  point  of  origin  to  ultimate  destination.  See  Wood 
vs.  N.  Y.  P.  &  N.  Railroad,  53  I.  C.  C.  183  (185),  and  Krauss 
Bros.  Lumber  Co.  vs.  N.  C.  &  St.  L.  Railway,  36  I.  C.  C.  285 
(286). 

A  reconsigning  charge  is  a  charge  made  for  a  special  serv- 
ice rendered,  and  the  reconsigning  rules  apply  only  when  ship- 
ments are  reconsigned.  If  a  shipper  reships  his  goods,  instead 
of  reconsigning  them,  no  reconsigning  charge  should  be  made. 
However,  in  order  to  avoid  payment  of  the  reconsigning  charge, 
there  must,  in  fact,  be  two  shipments,  without  any  carrier  or 
agent  of  the  carrier  acting  for  the  shipper.  See  Reconsigning 
Case,  47  I.  C.  C.  590  (633). 

If  the  shipper  actually  handles  his  goods  so  as  to  make 
two  separate  shipments,  the  carrier  performs  no  service,  not 
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connected  with  receipt,  conveyance  or  delivery  of  traffic,  and  is, 
therefore,  not  entitled  to  extra  compensation,  in  view  of  the 
fact  that  no  special  service  is  rendered. 

In  our  opinion,  the  two  main  points  to  be  considered  in  a 
termining  whether  or  not  the  shipper  has,  in  a  given  case,  re- 
consigned  or  reshipped  his  goods,  are:  (1)  Whether  or  not  de- 
livery has  been  made  and  possession  taken  by  consignee  £ 
first  destination;  (2)  manner  in  which  the  goods  are  reforwarded 
to  the  second  destination.  The  payment  of  freight  charges  and 
taking  out  of  a  new  bill  of  lading  are  merely  incidental  and  not 
controlling  points  and  the  question  as  to  whether  or  not  the 
shipment  was  unloaded  at  first  destination  should  not  enter 
into  the  consideration,  except  that  a  shipment  which  has  broken 
bulk  or  been  unloaded,  cannot  be  reconsigned. 

in  order  to  make  a  reshipment,  the  shipper  must  first  take 
actual  or  constructive,  possession  of  the  inbound  shipment  at 
the  first  destination.  See  Wood  Butter  Co.  vs.  C.  C.  U  &  * 
L.  Railway,  16  I.  C.  C.  374  (375);  Memphis  Freight  Bureau 
vs  I.  C.  Railroad,  27  I.  C.  C.  1  (2);  Godwin  vs.  Y.  &  M.  V. 
Railroad,  31  I.  C.  C.  25  (26);  Krauss  Bros.  Lumber  Co.  vs. 
N  C  &  St.  L.  Railway,  36  I.  C.  C.  285  (286),  and  American 
Refining  Co.  vs.  St.  L.  &  S.  F.  Railway,  50  I.  C.  C.  270  (271). 
After  possession  has  been  taken,  the  shipper  must  forward 
his  goods  as  a  new  shipment  and  under  a  new  contract  entirely 
separate  from  the  contract  covering  the  inbound  shipment.  See 
Detroit  Traffic  Association  vs.  L.  S.  &  M.  S.  Railway,  21  I.  C.  C. 
257  (258);  Zelnicker  Supply  Co.  vs.  M.  K  &  £-  Railway  37 
I.  C.  C.  615  (616),  and  Reconsignment  Case,  47  I.  C.  C.  590  (633). 
The  mere  fact  that  charges  are  paid  on  the  inbound  ship- 
ment and  a  new  bill  of  lading  taken  out  to  cover  the  outbound 
movement  does  not  prevent  the  shipper  from  reconsigning  h 
goods,  if  he  takes  the  proper  steps  in  forwarding  the  car  from 
the  first  destination.  See  Nichols  &  Cox  Lumber  Co.  vs.  N.  Y. 
C  Railroad,  51  I.  C.  C.  174  (176);  Brabston  vs.  C.  of  G.  Railway, 
51  I  C  C  459  (461),  and  Natchez  Chamber  of  Commerce  vs. 
Director-General,  and  Y.  &  M.  V.  Railroad,  56  I.  C.  C.  261. 

It  is  claimed  under  the  provisions  of  rule  12  of  the  general 
reconsigning  rules  that  a  shipper  must  unload  the  inbound  ship- 
ment in  order  to  avoid  payment  of  the  reconsigning  charge,  and 
if  shipper  does  not  unload  the  inbound  shipment  he  is  obliged 
to  pay  the  reconsigning  charge,  no  matter  how  he  handles  the 
outbound  movement. 

A  reading  of  rule  12,  by  itself,  might  give  that  impression, 
but  this  rule  must  be  considered  in  connection  with  the  other 
rules  and  provisions  of  the  reconsigning  tariff,  and,  in  our  opin- 
ion this  view  is  erroneous,  as  a  reconsigning  charge  can  only 
be  'assessed  when  the  carrier  performs  a  reconsigning  service. 
Our  attention  has  been  called  to  page  633  of  the  reconsign- 
ment  case  (47  I.  C.  C.  590)  as  indicating  that  the  Commission 
holds  that  a  reconsigning  charge  should  be  made,  even  though 
delivery  is  taken  and  a  new  shipment  made  without  the  car 
being  unloaded.  We  can  find  nothing  on  this  page  to  justify 
such  a  holding,  unless  the  word  "circumstances"  in  the  sen- 
tence, "failure  to  make  a  charge  for  reconsignment  under  such 
circumstances  would  be  inconsistent  with  the  view  that  recon- 
signment is  a  special  service,"  is  to  be  considered  as  referring 
to  the  circumstances  outlined  in  the  last  part  of  the  preceding 
paragraph,  instead  of  those  outlined  in  the  first  part  of  that 
paragraph. 

A  careful  reading  of  this  page,  in  our  opinion,  indicates  that 
the  circumstances  referred  to  are  those  mentioned  in  the  first 
part  of  the  preceding  paragraph,  and,  furthermore,  that  the 
Commission  holds  that  the  reconsigning  charge  can  be  evaded 
by  taking  delivery  and  reforwarding  shipments,  if  the  reshipping 
is  done  in  the  proper  manner  and  that  it  is  not  necessary  to 
unload  the  inbound  shipment.  Our  attention  has  also  been  called 
to  Natchez  Chamber  of  Commerce  vs.  Director-General,  and 
Y.  &  M.  V.  Railroad,  56  I.  C.  C.  261.  However,  by  referring 
to  page  262  of  the  Commission's  report  in  this  case,  it  will  be 
noted  that  the  complainant  concedes  that  the  reconsigning 
charges  were  legally  applicable  on  the  shipments  in  question. 
Both  the  Supreme  Court  and  the  Commission  have  held,  in 
a  number  of  cases,  that  reforwarding  of  shipments  by  consignees, 
in  the  same  cars  (without  unloading)  in  which  they  are  received, 
to  other  points  of  destination,  does  not  necessarily  establish  a 
continuity  of  movement,  or  prevent  the  reshipment  from  having 
an  independent  character.  C.  M.  &  St.  P.  Railway  vs.  Iowa, 
233  U.  S.  334  (Davenport  case) ;  G.  C.  &  S.  F.  Railway  vs.  Texas, 
204  U.  S.  403  (Goldthwaite  case) ;  Detroit  Traffic  Association 
vs.  L.  S.  &  M.-S.  Railway,  21  I.  C.  C.  257  (258);  Merchants  Ex- 
change of  St.  Louis  vs.  B.  &  O.  Railroad,  34  I.  C.  C.  341;  recon- 
signment case  No.  3,  53  I.  C.  C.  455  (473). 

A  careful  reading  of  the  opinions  of  the  Commission  and 
the  reconsigning  rules,  we  believe,  leads  to  the  conclusion  that 
a  shipment,  as  to  which  actual  or  constructive  possession  has 
been  taken,  but  which  has  not  broken  bulk,  may  be  reconsigned 
if  the  reconsigning  rules  are  complied  with  and  the  reconsigning 
charge  paid,  or  the  same  shipment  may,  if  handled  as  such,  be 
reforwarded  as  a  reshipment  without  payment  of  a  reconsigning 
charge,  subject  to  the  limitation  that  rebilling  may  not  be  law- 


fully resorted  to  for  the  express  purpose  of  defeating  the  lawful 
interstate  rates. 

Damage — Measure  of  of  Loss  of  Returned  Shipment 

Ohio.— Question:  We  had  a  shipment  of  shoes  recently  re- 
turned to  us  for  which  consignee  claims  merchandise  was  im- 
perfectly made.  The  shipment  was  forwarded  via  American 
Railway  Express  and  was  never  received  by  us  through  any 
source.  After  a  reasonable  length  of  time  shipment  did  not 
make  its  appearance  and  claim  was  entered  for  the  value  of 
the  invoice  price,  but  invoice  was  marked  "shoes  defective." 

The  express  company '  advises  us  that  they  are  ready  to 
adjust  same  as  soon  as  amended  claim  is  received,  but  we  con- 
tend that  we  are  entitled  to  adjustment  of  claim  for  the  invoice 
price  for  which  they  were  originally  billed  to  us.  Kindly  let 
us  have  your  opinion. 

Answer:  Under  the  provisions  of  the  express  receipt  a 
shipper  is  entitled  to  the  actual  value,  not  to  exceed  the  de- 
clared valuation  of  the  shipment.  The  invoice  price  is  gen- 
erally representative  of  the  value  of  the  shipment  and,  inas- 
much as,  by  reason  of  the  loss  of  the  shipment,  there  is  no 
way  for  determining  the  actual  value  of  the  shoes,  due  to  their 
alleged  defective  condition,  it  seems  to  us  that  the  carrier 
should  pay  the  invoice  price  of  the  shipment,  in  settlement  of 
the  claim. 

Interest  on   Loss  and   Damage  Claims 

California. — Question:  Kindly  advise  if  claimant  is  entitled 
to  interest  on  loss  and  damage  claims,  the  investigation  of 
which  has  been  carried  over  into  an  excessive  length  of  time 
by  the  railroad  carriers.  Can  you  quote  a  decision  in  this  con- 
nection that  is  favorable  to  the  claimant? 

Answer:  The  weight  of  authority  is  to  the  effect  that  in 
a  suit  for  loss  of  or  injury  to  goods  the  plaintiff  is  entitled  to 
interest  from  the  date  of  the  loss,  that  is,  from  the  time  when 
the  goods  should  have  been  delivered,  or  the  date  of  the  injury. 
N.  Y.,  etc.,  R.  Co.  vs.  Estill,  147  U.  S.  591.  However,  in  the 
voluntary  settlement  of  claims  it  is  not  the  general  practice  of 
the  carriers  to  include  interest. 

Weighing 

New  York. — Question:  Referring  to  your  answer  to  Ohio 
question  regarding  correctness  of  weight,  as  shown  on  page 
675  of  the  March  26  Traffic  World.  We  have  a  considerable 
number  of  claims  of  the  nature  referred  to  in  this  article,  and 
have  found  that  the  carriers  will  pay  in  the  majority  of  cases 
when  evidence  is  furnished  as  to  the  loading  weight  at  point  of 
origin,  and  unloading  weight  at  destination,  providing  they  agree, 
or  the  conditions  pertaining  thereto  are  in  favor  of  the  shipper; 
for  instance:  If  the  original  weight  as  arrived  at  by  the  ship- 
per was  32,000  pounds,  and  the  carrier  arrived  at  a  scaled  weight 
of  40,000  pounds,  the  consignee  in  turn  arriving  at  a  weight  of 
33,000  pounds,  it  would  be  very  natural  indeed  to  conclude  that 
the  carrier  should  reimburse  the  claimant  for  the  difference 
between  the  shipper's  weight  and  the  carrier's  weight,  attrib- 
uting the  difference  of  1,000  pounds  to  a  variation  in  scale 
weights,  or  at  least  pay  claims  of  such  character  on  basis  of 
the  consignee's  weight. 

In  the  above  illustration  you  have  proof  of  two  against  one, 
and  I  firmly  believe  that  the  majority  should  rule,  especially 
in  cases  where  the  scales  of  shipper  and  consignee  are  properly 
balanced,  and  kept  in  order.  We  have  only  experienced  diffi- 
culty with  one  line,  and,  providing  we  are  unable  to  secure 
satisfactory  results  in  the  near  future,  it  will  be  our  purpose 
to  present  matters  of  this  character  to  the  Commission  for 
their  approval  in  ordering  this  railroad  to  refrain  from  such  a 
practice.  In  declining  our  claims  they  have  very  often  referred 
to  a  tolerance  of  500  pounds,  and  in  one  instance  very  foolishly 
referred  to  Docket  9009  of  the  Interstate  Commerce  Commission, 
applying  on  claims  for  loss  and  damage  to  grain,  and  since  then 
have  maintained  they  are  properly  entitled  to  decline  claims 
on  tolerance  when  not  exceeding  500  pounds. 

The  matter  of  correct  weights  is  very  important,  as  the 
difference  at  times  runs  into  thousands  of  pounds,  and  it  is  not 
at  all  irregular  to  have  the  carriers  at  the  beginning  refuse  to 
pay  such  claims  on  authority  from  the  weighing  bureau,  who 
was  responsible  for  the  weight  arrived  at  by  track  scaling. 

Answer:  In  re  Weighing  of  Freight  by  Carriers,  28  I.  C.  C. 
7,  the  Commission  established  certain  rules  for  determining  the 
accuracy  of  weights  and  computing  the  charges  thereon.  In  part 
it  stated,  that  freight  should  ordinarily  be  weighed  within  fifty 
miles  of  the  point  of  origin;  that  the  shipper  has  the  right  to 
demand  a  reweighing;  that  a  tolerance  of  500  pounds  should  be 
allowed  in  reweighing,  and  that  if  the  original  weight  was  im- 
proper the  shipper  ought  not  to  be  required  to  pay  for  the 
reweighing. 

In  the  case  of  Schenk  vs.  L.  &  N.  R.  R.  Co.,  29  I.  C.  C. 
125,  and  in  JEtna,  Portland  Cement  Co.  vs.  D.  G.  H.  &  M.  Ry. 
Co.,  46  I.  C.  C:  407,  the  Commission  held  that  a  rule  of  the 
carriers  providing  that  freight  charges  will  be  assessed  on 
weights  ascertained  at  regular  weighing  stations  and  that  this 
rule  will  not  be  departed  from,  is  unreasonable,  but  at  the  same 
time  in  the  first  named  case  stated  that  carriers  should  not  be 
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nquiied  to  accept  weights  ascertained  by  shippers  or  con- 
signees on  their  private  scales. 

Following  the  decisions  In  Docket  4631,  28  I.  C.  C.  7,  re- 
i  rued  io  above,  the  American  Hallway  ABBociatlon  adopted  a 
rode  of  rules  governing  the  weighing  and  rewelghing  of  carload 
freight  which  was  approved  by  the  National  Industrial  Traffic 
Leslie  and  indorsed  by  Hie  Intel utate  Commerce  ConimlHHlon. 

The  actual  weight  of  shipments  constitutes  the  true  basis 
upon  which  to  assess  transportation  charges,  and  this  question 
i.i  one  of  fact,  to  be  determined  in  a  manner  just  to  both  parties 
as  to  which  the  ex  parte  action  of  either  party  cannot  exclude 
the  oilier.  As  to  how  it  is  to  be  determined  in  each  particular 
instance  is  something  which  has  not  as  yet  been  worked  out. 

Venue  in  Actions  for  Loss  of  or  Injury  to  Goods 

Colorado. — Question:  We  do  busines  in  this  city  and  have 
only  two  railroads  operating  here.  We  ship  a  large  number  of 
carloads  of  perishables  from  the  northwest  to  various  destina- 
tions and  these  two  lines  operating  here  are  only  intermediate 
carriers.  We  have  a  great  number  of  claims  for  loss  and  dam- 
ave  and  arc  in  this  position  that  we  do  not  know  how  to  get 
s>  r\ice  on  the  originating  or  delivering  carrier.  We  have  various 
agents  of  these  foreign  lines  visit  us,  soliciting  this  business,  and 
the  titles  on  their  cards  are  as  follows:  General  agent,  com- 
mercial agent,  traveling  freight  agent,  assistant  general  freight 
agent,  traffic  agent,  traveling  freight  and  passenger  agent,  city 
freight  agent,  district  freight  and  passenger  agent,  division 
freight  agent,  soliciting  freight  agent,  freight  traffic  representa- 
tive, freight  traffic  agent,  general  agent,  freight  traffic  depart- 
ment, and  probably  a  few  more,  which  we  have  forgotten,  and 
the  question  that  we  would  like  answered  is,  can  we  bring  a  suit 
in  our  local  courts,  either  county  or  district,  and  secure  service 
on  any  of  these  travelers  representing  the  various  railroads 
in  question? 

Answer:  State  courts  have  jurisdiction  of  actions  for  loss 
of  or  injury  to  interstate  shipments,  and  a  'shipper  who  has 
suffered  damage  to  interstate  shipments  by  reason  of  the  failure 
on  the  part  of  the  carrier  to  perform  duties  imposed  by  the 
federal  statutes  in  the  matter  of  caring  for  a  shipment,  may 
likewise  bring  suit  therefor  in  a  state  court. 

The  question  is  venue  in  actions  for  loss  of  or  injury  to 
goods  is  for  the  most  part  a  matter  of  special  statutory  regu- 
lation and  the  determination  of  the  party  upon  whom  service 
may  be  had  depends  upon  provisions  of  the  statutes  of  the  vari- 
ous states  in  which  it  is  desired  to  bring  suit. 

Shipper's   Order-Notify  Shipments  to   Non-Agency   Stations 

Connecticut. — Question:  Is  it  possible,  in  Official  Classifi- 
i 'a t  ion  territory,  to  ship  freight,  either  C.  L.  or  L.  C.  L.,  to  a 
non-agency  or  pre-pay  station,  on  an  order  bill  of  lading?  In 
other  territory  is  the  rule  the  same?  Is  there  anything  in  the 
tariffs  either  for  or  against  this  practice?  If  possible,  how 
should  these  shipments  be  handled? 

Answer:  The  term  "shipper's  order"  as  used  in  the  bill 
of  lading  is  well  understood  and  means  that  the  title  remains 
in  the  shipper  until  he  orders  a  delivery  of  the  goods  and  that 
a  carrier  must  not  deliver  except  on  production  of  the  bill  of 
lading  properly  indorsed  by  the  shipper;  and,  where  the  bill 
of  lading  provides  for  delivery  to  the  shipper's  order  or  to  his 
assigns,  a  carrier  is  liable  for  the  value  of  the  property  to  the 
person  entitled  to  receive  the  goods  if  it  delivers  the  goods 
to  the  consignee  or  to  anyone  else  without  the  bill  of  lading 
properly  indorsed. 

Rule  7  of  the  Consolidated  Classification  relating  to  the 
issuance  of  shipper's  order-notify  bills  of  lading  reads  in  part  as 
follows:  "The  issuing  of  a  bill  of  lading  for  a  shipment  con- 
signed straight  or  'to  order'  at  one  point,  with  the  consignee's 
address  or  instructions  to  notify  the  consignee  or  other  party,  at 
another  point,  will  be  permitted  under  the  following  conditions: 
When  the  consignee  or  party  to  notify  is  located  at  a  pre-pay 
station  or  on  a  rural  free  delivery  route,  or  in  the  interior,  in 
which  case  the  shipment  must  be  consigned  to  an  open  station 
designated  by  the  shipper."  While  neither  this  rule  nor  any 
other  tariff  rule  of  which  we  are  aware  specifically  provides 
that  an  order-notify  bill  of  lading  may  not  be  issued  for  a  ship- 
mint  consigned  to  a  party  at  a  pre-pay  station,  notify  a  party 
at  that  station  or  notify  a  party  at  an  open  station,  inasmuch 
as  a  carrier,  by  delivering  a  shipment  at  a  pre-pay  station  on 
an  order-notify  bill  of  lading  would  lose  possession  of  the  ship- 
ment, or,  at  any  rate,  possession  of  the  shipment  could  be 
taken  by  a  party  at  that  point  without  surrender  of  the  bill  of 
lading,  a  carrier  is  justified  in  refusing  to  issue  an  order-notify 
bill  of  lading  covering  a  shipment  consigned  to  a  pre-pay  or  non- 
agency  station. 

Liability  of  Carrier  for   Loss  of  or   Injury  to  Goods 

Missouri. — Question:  In  September,  1920,  we  shipped  a  car- 
load of  automobiles  from  Omaha,  Neb.,  to  one  of  our  yards  in 
NVhraska.  These  were  Ford  cars,  loaded  in  a  closed  car.  While 
this  shipment  was  en  route  some  party  unknown,  at  some  point 
unknown,  fired  a  bullet  into  this  car  and  the  upholstering  of 
"ii •  automobile  was  torn  and  badly  damaged.  We  filed  claim 
against  the  carrier  for  this  damage,  but  same  has  been  declined 


by  the  carrier,  who  disclaims  any  responsibility.  Will  you 
please  advise  if  you  know  of  a  similar  case,  or  where  a  decision 
has  I-  ••!!  n  mli  red  in  a  case  of  this  kind? 

Answer:  Uy  law  u  common  crrler  Is  regarded  as  a  prac- 
tical Insurer  of  the  goodn  against  all  IOHHCS  of  whatever  kind, 
with  the  exception  of  those  ailslng  from  what  Is  known  as  an 
act  of  <;<id.  those  caused  by  the  public  enemy,  those  arising 
from  an  act  of  public  authority,  those  arising  from  an  act  of 
the.  shippi-r  and  iho.-e  arixing  from  the  inherent  nature  of  the 
goods.  Losses  which  are  occasioned  by  the  depredation  or  tin- 
violence  of  mobs,  rioteis.  strikers,  thieves,  and  the  like,  while 
they  may  be  in  some  sense  the  common  enemies  of  the  country, 
do  not  come  within  the  exceptions,  and  therefore,  in  the  Instant 
case  the  canier  is  liable  for  the  Injury  to  the  shipment 

Delivery  to  Carrier,  What  Constitutes 

Illinois.— Question:  We  are  located  on  the  belt  line  at  Chi 
cago.  loading  our  material  in  trap  cars  to  be  distributed  at  the 
station  to  various  trunk  lines.  We  have  had  cases  where  the 
cars  were  tampered  with  while  in  transit  from  our  warehouse 
to  the  distributing  station  and  have  filed  claims,  which  have 
been  promptly  adjusted. 

One  of  our  recent  claims,  however,  was  declined,  the  carrier 
stating  that  their  investigation  has  proven  that  the  car  wax 
tampered  with  while  at  our  loading  platform  and  that  they  would 
not  be  responsible  for  any  merchandise  until  the  motive  power 
has  been  attached  to  the  car  containing  our  merchandise  and 
the  car  actually  been  pulled  off  of  our  sidetrack.  Please  advise 
what  time  will  be  considered  the  delivery  of  the  merchandise 
to  the  carrier. 

To  make  this  matter  clear,  please  note  that  the  car  is  closed 
and  properly  sealed  at  5  o'clock,  at  which  time  our  warehouse 
closes,  but  remains  at  the  sidetrack  until  8  or  9  o'clock.  The 
carrier,  according  to  their  advice,  consider  as  delivery  time  9 
o'clock,  at  which  time  they  pull  the  car,  or  8  o'clock,  whatever 
time  they  pull  the  car,  and  insist  that,  while  the  car  is  closed 
and  sealed,  the  goods  still  remain  our  property  until  the  railroad 
pulls  our  car. 

Answer:  The  general  rule  is  that  the  risk  of  the  carrier  as 
such  begins  on  receipt  of  the  goods  for  immediate  transporta- 
tion; that  is,  as  soon  as  the  delivery  is  complete  so  as  to  place 
on  the  carrier  the  exclusive  duty  of  looking  after  their  safety. 
However,  the  decisions  of  the  courts  are  in  conflict  as  to  what 
constitutes  receipt  on  the  part  of  the  carrier  of  the  goods  for 
immediate  transportation.  The  uniform  bill  of  lading,  at  the 
present  time,  contains  the  following  provision:  "Property  des- 
tined to  or  taken  from  a  station,  wharf,  or  landing  at  which 
there  is  no  regularly  appointed  agent  shall  be  entirely  at  risk 
of  owner  after  unloaded  from  cars  or  vessels  or,  until  loaded 
into  cars  or  vessels,  and,  when  received  from  or  delivered  on 
private  or  other  sidings,  wharves,  or  landings  shall  be  at  owner's 
risk  until  the  cars  are  attached  to  and  after  they  are  detached 
from  trains." 

In  the  bill  of  lading  case,  52  I.  C.  C.  671,  the  Interstate 
Commerce  Commission,  after  calling  attention  to  the  fact  that 
this  provision  was  in  conflict  with  another  provision  of  the 
carrier's  bill  of  lading,  providing  that  the  carrier's  liability 
as  a  common  carrier  did  not  terminate  until  48  hours  after 
notice  of  arrival  had  been  given  the  consignee,  expressed  the 
opinion  that  the  provision  was  unreasonable  and  ordered  its 
removal  from  the  bill  of  lading. 

However,  the  courts  of  several  of  the  states  have  held  that 
such  a  provision  does  not  limit  a  carrier's  liability  as  a  com- 
mon carrier,  but  merely  defines  the  time  of  delivery  to  the 
carrier,  and  is  valid.  See  Chickashaw  Cooperage  Co.  vs.  Y  & 
M.  V.,  215  S.  W.  879  (Ark.);  Seibert  vs.  Erie,  163  N.  Y.  S.  Ill: 
Bers  vs.  Erie  R.  Co..  163  N.  Y.  S.  114.  Therefore,  at  the  present 
time,  whether  a  carrier  is  liable  for  the  loss  of  goods  under 
the  circumstances  outlined  above  depends  upon  the  decisions 
of  the  courts  of  the  state  in  which  suit  is  brought  We  are  not 
familiar  with  the  decisions  of  the  courts  of  your  state. 

Incidental    Damages 

Indiana. — Question:  We  recently  had  occasion  to  enter  two 
claims  against  the  carriers  for  damage  to  shipments  which  we 
made.  Both  the  shipments  arrived  at  destination  so  badly  dam- 
aged that  they  could  not  be  used,  and  they  were  consequently 
returned  to  us  for  repairs.  In  filing  the  claims  we  included 
"30  per  cent  office  overhead  expense"  as  a  part  of  the  actual 
cost  of  repairing.  The  carriers  have  declined  to  entertain  this 
item  of  expense,  contending  that  it  is  special  damages  and 
consequently  not  recoverable. 

This  "30  per  cent  overhead  expense"  is  the  actual  'cost  of 
the  office  labor  consumed  in  the  repairs  to  the  shipments  and 
represents  no  profit  whatever.  It  includes  such  items  as  the 
expense  of  our  cost  department  in  tabulating  the  cost  of  re- 
conditioning, the  accounting  expense,  such  as  payroll  work  of 
the  labor  performed  and  the  expense  of  our  service  department. 
We  consider  these  items  of  expense  just  as  legitimate  as  the 
labor  cost  of  driving  a  bolt  or  tightening  a  nut  on  the  damaged 
article  itself.  Furthermore,  had  the  damage  been  of  such  a 
nature  that  a  general  repair  shop  could  have  handled  It  at 
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destination,  a  bill  for  such  repairs  would  not  only  have  in- 
cluded the  total  cost  of  the  work  performed,  but  an  item  of 
profit  also,  and  the  carriers  would  have  paid  it  without  thinking 
of  bringing  up  the  argument  which  they  have  in  this  case. 
Kindly  advise  your  opinion  of  the  full  liability  of  the  carriers 
in  cases  of  this  kind  and,  if  possible,  cite  some  court  decisions 
supporting  that  opinion. 

Answer:  Ordinarily  it  is  the  duty  of  a  shipper  to  use  ordi- 
nary and  reasonable  care  to  lessen  the  damage  and  preserve 
property  which  has  been  injured  in  transit,  the  burden  to  show 
that  the  shipper  has  not  done  so  being  upon  the  carrier.  This 
does  not  mean,  however,  that  the  shipper  or  owner  of  goods 
must  go  to  any  extraordinary  effort  in  order  to  save  the  carrier 
from  the  natural  results  of  its  negligence.  For  instance,  if 
goods  are  damaged  in  transit  no  duty  rests  upon  the  shipper 
of  the  damaged  goods  to  have  the  carrier  return  the  goods  to 
him,  repair  them  and  then  resell  them  for  what  he  can  get  and 
charge  the  carrier  with  the  difference.  In  cases  of  this  kind 
the  carrier  is  liable  to  the  shipper  for  the  difference  between 
the  value  of  the  goods  at  destination  had  they  arrived  in  good 
condition,  and  their  value  when  they  arrived  in  a  damaged  con- 
dition. If  the  carrier  desires,  it  can,  with  the  consent  of  the 
shipper,  authorize  someone  to  repair  the  goods,  if  in  that  case 
it  can  reduce  damages,  but  the  shipper  need  not  consent  to 
this  procedure  unless  it  desires  to  do  so. 

The  courts  have,  where  goods  have  been  returned  to  their 
original  value  by  repairs,  allowed  as  the  measure  of  damages 
the  reasonable  cost  of  the  repairs;  if  not  fully  restored,  then 
the  reasonable  cost  of  repairs  plus  the  difference  in  value  of 
the  articles  restored  and  their  original  value.  H.  W.  Little  & 
Co.  vs.  A.  C.  L.  (N.  C.),  85  S.  E.  18;  So.  Ry.  Co.  vs.  Webb.  (Ala.), 
39  S.  262;  L.  &  N.  R.  Co.  vs.  Cheatwood  (Ala.),  68  So.  720; 
Galveston  Ry.  vs.  Tuckett  (Tex.),  25  S.  W.  67;  Sullivan  Co.  vs. 
Arnett,  19  N.  E.  299;  Keyes  vs.  Railroad,  30  N.  W.  888.  See 
also  Olcovich  vs.  G.  T.  Ry.  Co.  of  Canada,  176  Pac.  459,  in  which 
case  it  was  held  that  where  paper  was  damaged  during  ship- 
ment so  as  to  he  worthless  except  as  waste,  and  the  shipper 
reconditioning  the  paper  so  that  its  value  after  deducting  the 
cost  of  reconditioning  was  greater  than  its  value  as  waste  paper, 
the  cost  of  reconditioning  was  properly  charged  to  carrier. 

We  are,  however,  not  aware  of  any  cases  which  pass  upon 
the  question  whether  office   overhead   expense  is  a  proper  ele- 
ment of  damage,   but  see  no  reason   why  it  should  not  be  al- 
lowed, if  in  fact  a  part  of  the  cost  of  reconditioning. 
Duty   of   Carrier  to    Establish    Through    Route   and   Joint    Rates 
with    Another    Line    Between    Points   Where   the    First   Line 
Has   Its  Own   Local   Rates — Only  When   It  Will   Redound  to 
the  Public  Interest. 

California. — Question:  Will  you  kindly  give  us  your  opinion 
on  the  following  case  and  advise  if  there  is  on  file  any  rule 
or  decision  by  the  Interstate  Commerce  Commission  covering 
same? 

The  S.  P.  Company  publish  through  rate  of  31%  cents  on 
paper  from  Oregon  City  to  this  city,  over  their  line,  on  shipments 
from  same  point  of  origin  coming  from  other  lines,  delivered 
to  S.  P.  Company  at  Portland,  they  assess  combination  of  5 
cents  per  cwt,  Oregon  City  to  Portland,  and  29  cents  Portland 
to  destination,  making  a  joint  rate  of  34  cents,  while  they  pub- 
lish local  rate  of  31%  cents.  Have  we  any  recourse  on  such? 
Answer:  To  require  the  Southern  Pacific  Company  to  estab- 
lish rates  from  Oregon  City  to  Sacramento  with  routing  via  the 
Portland  Railway  Light  and  Power  Company,  care  S.  P.  at  Port- 
land, as  low  as  its  own  local  rate,  would  be  to  compel  it  to 
divide  its  own  local  business  with  a  competitor,  which  cannot 
lawfully  be  done  unless  the  public  interest  demands  it.  In 
"Waverly  Oil  Works  vs.  P.  R.  R.  Company,"  28  I.  C.  C.  621,,  and 
"Marble  Rates  From  Vermont  Points,"  29  I.  C.  C.  607,  the  Inter- 
state Commerce  Commission  held:  "The  Commission's  power 
under  the  act  to  establish  through  routes  and  joint  rates  is 
limited  to  this  extent,  that  it  may  not  require  a  carrier,  without 
its  consent,  to  embrace  in  such  through  route  substantially  less 
than  the  entire  length  of  its  railroad,  which  lies  between  the 
termini  of  such  proposed  through  route  unless  to  do  so  would 
make  such  through  route  unreasonably  long  as  compared  with 
another  practicable  through  route  which  would  otherwise  be 
established.  If  a  railroad  has  traffic  in  its  possession,  it  shall 
be  allowed  to  handle  it  by  its  own  line  as  far  as  it  can  unless 
the  public  interest  will  suffer  thereby." 

As  the  distance  from  Oregon  City  to  Portland,  Ore.,  is  the 
same  via  the  Southern  Pacific  as  it  is  by  its  competitor,  we 
do  not  believe,  without  a  close  investigation  into  the  reasonable- 
ness of  the  Portland  combination,  in  and  of  itself  (not  compared 
with  the  Southern  Pacific  rate)  that  the  public  interest  is  being 
hindered  by  the  Southern  Pacific  controlling  the  traffic  between 
two  points  on  its  own  line  to  its  own  rails,  and  refusing  to 
assist  its  competitor  in  partially  defeating  the  purpose  of  the 
Southern  Pacific  in  constructing  its  tracks  between  Oregon  City 
and  Portland. 

Classification    Scrap    Iron    Ratings — As    Applied    to    "Scrapped" 

Mill   Rolls 
West    Virginia.— Question:     We    made    a   shipment    of    one 


iron  rolling  mill  roll,  finished,  to  a  customer  and,  on  receipt  of 
same  they  examined  it  and  found  same  defective.  We  imme- 
diately sent  our  inspector  to  their  plant  and  he  scrapped  same, 
as  it  proved  defective.  Roll  was  later  returned  to  us  as  one 
piece  of  steel  scrap  for  remelting  purposes.  However,  local 
inspector  advised  that  this  shipment  should  take  the  same  rate 
as  a  new  roll,  as  same  was  not  broken  before  shipment,  and 
quoted  for  his  authority,  Official  Classifiaction  Committee's  rul- 
ing, dated  October  20,  1920,  reading  as  follows:  "Second-hand 
machinery,  boilers,  etc.,  shipped  as  scrap  iron,  whether  new  or 
old,  regardless  as  to  whether  they  are  consigned  to  scrap  heap 
or  remelted,  should  not  be  accorded  the  scrap  iron  rate  unless 
broken  up  prior  to  shipment." 

As  we  are  willing  to  furnish  affidavit  that  this  roll  was  re- 
melted  by  us,  and  as  we  cannot  find  anything  in  the  Official 
Classification  or  supplements  thereto  advising  that  scrap,  in 
order  to  take  scrap  iron  rate,  must  be  broken  prior  to  shipment, 
we  have,  therefore,  declined  to  pay  balance  due  bill  presented 
by  transportation  company. 

Answer:  We  assume  your  shipment  of  returned  mill  roll, 
which  your  inspector  had  scrapped,  was  returned  under  the 
provisions  of  the  Consolidated  Freight  Classification  No.  1,  and 
that  it  is  your  contention  the  ratings  named  in  item  7,  page  231 
thereof,  should  apply  to  the  damaged  mill  roll,  because  the 
same  was  returned  for  remelting  and  was,  in  fact,  remelted. 

Scrap  iron,  as  described  in  the  Consolidated  Freight  Classifi- 
cation, is  as  follows:  "Iron  or  steel,  scrap,  not  copper  clad 
(see  note  8).  Note  8:  Ratings  apply  on  scraps  or  pieces  of 
iron  or  steel  having  value  for  remelting  purposes  only." 

In  Fargo  Iron  &  Metal  Company  vs.  Northern  Pacific  Rail- 
way Company,  55  I.  C.  C.  65,  complainant  shipped  old  engines, 
which  on  arrival  at  destination  were  promptly  broken  to  small 
pieces  and  melted.  The  carrier  applied  the  tariff  rate  applicable 
to  engines.  Shipper  contended  for  the  scrap  iron  rating,  which 
the  carrier  had ,  available  for  shipments,  consisting  of  "only 
scraps  or  pieces  of  iron  or  steel'  of  value  for  remelting  purposes 
only." 

The  Commission  said,  in  handling  down  its  decision:  "Com- 
plainant has  customarily  had  scrap  engines  broken  up  at  the 
point  of  purchase  wherever  practicable.  But  such  demolition 
there  can  ordinarily  be  effected,  in  part,  at  best,  because  com- 
plainant cannot  have  at  every  point  where  an  engine  may  be 
bought  the  equipment  for  converting  the  engines  into  scrap 
iron.  The  reduction  process  at  point  of  origin  is,  therefore, 
usually  limited  to  damage  by  hand  sledge.  The  difficulty  of 
complainant's  situation  in  this  respect  is  conceded  by  defendant 
carrier,  but  it  contends  that,  as  a  matter,  both  of  actual  fact 
and  of  tariff  construction,  an  engine  continues  to  be  an  engine 
so  long  as  it  retains  its  engine  form  and  until  scrapped,  even 
though  concededly  good  for  nothing  but  scrap  iron,  intended 
to  be  scrapped,  and  subsequently  scrapped,  and  contends  that 
the  rating  prescribed  for  second-hand  engines  must  be  applied." 

In  dismissing  the  complaint,  the  Commission  said:  "These 
engines  appear  to  have  been,  when  shipped,  'of  value  for  re- 
melting  purposes  only.'  To  that  extent  they  fell  within  the 
tariff  description  of  scrap  iron.  They  were  later  scrapped  at 
destination.  But,  whatever  might  be  the  proper  conclusion  as 
to  the  reasonableness  of  excluding  them  from  the  tariff  de- 
scription of  scrap  iron,  if  that  issue  were  before  us  in  an  ap- 
propriate proceeding,  they  had  not  reached  the  stage  of  being 
the  'scraps  or  pieces  of  iron  or  steel'  contemplated  by  the  pres- 
ent tariff  description  of  scrap  iron,  and  as  only  the  interpreta- 
tion of  that  description  is  here  presented  for  determination,  it 
follows  that  the  complaint  should  be  dismissed." 

It  would  appear  from  the  above,  that  the  mill  roll  should 
have  been  absolutely  so  broken  up  as  to  reduce  it  to  scraps  or 
pieces,  as  described  in  the  classification — that  its  shape  or  form 
as  a  mill  roll  should  have  been  destroyed,  so  it  could  not  be  said 
to  be  either  a  second-hand  mill  roll,  a  damaged  or  worthless  mill 
roll,  a  broken  mill  roll,  nor  any  other  kind  of  mill  roll.  In  other 
words,  it  must  cease  to  be  a  mill  roll  before  it  can  be  said  to 
come  within  the  description  of  "scraps  or  pieces  of  iron,"  as 
prescribed  in  the  classification. 

Connecting   Line — Liability  of 

Ohio. — Question:  A  shipment  being  made  from  a  certain 
point  to  a  destination  requiring  movement  over  two  roads,  which 
becomes  partially  lost,  and  the  destination  road  takes  exceptions 
when  it  is  received  from  the  first  carrier,  in  the  meantime,  the 
shipper  files  claim  against  the  destination  road,  and  in  this  time 
the  first  carrier  has  been  placed  in  the  hands  of  the  receiver,  and 
as  the  destination  road  is  unable  to  collect  from  the  first  carrier 
in  full,  and  must  deal  with  the  receiver,  he  declines  to  pay  the 
claim  or  to  have  any  responsibility  whatsoever  connected  with 
the  shipment. 

Answer:  While  the  Carmack  and  Cummins  Amendments 
make  the  initial  carrier  liable  for  loss  or  damage  occurring  on 
its  connecting  lines,  when  the  shipment  is  billed  through,  yet 
where  the  claimant  attempts  to  hold  the  delivering  carrier  liable, 
he  must  prove  that  the  loss  or  damage  actually  occurred  on  the 
lines  of  the  delivering  carrier. 

In  other  words,  a  delivering  carrier  is  not  liable  for  loss  or 
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il;mia>--i>  (HTiiriiiK  on  lint-*  with  which  it  connects  prior  to  tin- 
ipt  of  the  goods  by  the  delivering  carrier,  and  therefore.  If 
your  shipment,  was  not  partially  lost  on  the  line  of  the  delivering 
carrier,  th<>  latin-  would  not  be  responsible,  and  your  remedy 
would  be  against  the  receiver  of  the  Initial  carrier. 

Title  of  Goods  Under  Order  Notify  Bills  of  Lading 

New  Jersey.— Question:  During  the  last  part  of  1920  we 
made  a  number  of  shipments  to  one  of  our  customers  on  sight 
draft  bills  of  lading;  these  shipments  have  been  on  hand  since 
that  time  and  although  the  railroads  have  written  us  requesting 
disposition,  we  have  been  unable  to  comply  with  their  wish  due 
to  the  fact  that  our  customer  was  not  in  a  position  to  pick  up. 

About  a  month  ago,  we  instructed  the  bank  to  release  the 
?inht  draft  bills  of  lading,  free  of  collection,  but  it  now  seems 
that  since  the  Transportation  Company  has  forwarded  some  of 
ilirsc  shipments  to  their  unclaimed  freight  houses  at  other  cities 
our  customer  has  refused  to  accept  these  sight  draft  bills  of 
lading  from  the  bank.  Does  the  title  of  this  property  still  remain 
with  the  shipper,  or  with  the  consignee? 

Answer:  In  the  Pomerene  Bill  of  Lading  Act,  it  is  provided 
that  a  carrier  is  justified  in  delivering  goods  to  a  person  in  posses- 
sion of  an  order  bill  for  the  goods,  by  the  terms  of  which  the 
goods  are  deliverable  to  his  orders,  or  which  has  been  endorsed 
to  him,  or  in  blank  by  the  consignee,  or  by  the  mediate  or 
immediate  endorsee  of  the  consignee.  That  is,  title  to  an  order 
consignment  does  not  pass  from  the  consignor  to  the  consignee 
until  the  consignee  has  legally  obtained  a  surrender  of  the  bill 
of  lading,  properly  endorsed,  and  present  it  to  the  carrier  as 
evidence  of  his  right  to  possession  of  the  goods  ready  for 
delivery. 

If,  therefore,  the  consignee  has  failed  to  take  up  an  order 
bill,  and  the  carrier  after  holding  the  shipment  a  sufficient  time 
has  forwarded  it  to  its  unclaimed  freight  department,  and  by 
reason  thereof  the  consignee  refuses  to  accept  sight  draft 
attached  to  the  bill  of  lading,  the  legal  title  is  in  the  shipper, 
and  not  in  said  consignee,  even  though  the  shipper  might  have 
instructed  the  bank  to  release  the  sight  draft  with  the  bill  of 
lading  attached. 

Damages — Measure  of 

Michigan. — Question:  One  of  our  Michigan  railroads  has 
taken  the  position  on  a  large  claim  that  the  market  value  at 
time  the  shipment  arrived  was  the  fair  basis  of  settlement.  We 
previously  settled  all  our  claims  on  the  basis  of  shipper's  invoice. 
Now,  however,  when  the  markets  are  going  down  they  have  tried 
to  settle  this  large  claim  on  the  basis  of  market  at  destination; 
shipments  was  also  an  unusual  length  of  time  in  transit. 

Can  this  railroad  company  be  forced  to  accept  the  shipper's 
invoice  as  a  basis  of  settlement  of  this  claim?  Shipments  moved 
from  a  Southern  point  to  Michigan.  If  this  claim  must  be 
settled  on  basis  of  market  value,  upon  what  decisions  is  this 
based? 

Answer:  Under  the  Cummins  Amendment,  as  interpreted 
by  the  United  States  Supreme  Court  in  the  McCaull-Dinsmore 
Company  case,  the  present  method  for  computing  damages,  for 
loss  or  injury  to  goods,  is  the  market  value  of  the  same  at  desti- 
nation at  the  time  when  the  shipment  should  have  arrived. 
This  law  and  ruling  has  changed  the  former  bill  of  lading  pro- 
vision, which  stipulated  that  the  invoice  price  at  place  and  time 
of  shipment  governs. 

Consequently,  if  the  market  value  of  a  shipment,  lost  or 
damaged  in  transit,  has  depreciated  at  the  time  of  its  arrival  at 
destination  point,  the  depreciated  market  value  of  the  shipment 
at  the  time  and  place  would  govern. 


Personal  Notes 


Percy  B.  Smith,  formerly  traffic  manager  for  the  Southern 
Milling  &  Elevator  Co.,  Murphysboro,  111.,  Is  now  connected  with 
the  Illinois  Public  Utilities  Commission. 

A.  W.  B.  Drathing  has  been  appointed  traffic  manager  and 
J.  J.  Javurek  assistant  traffic  manager  for  John  Magnus  & 
Co.,  Chicago. 

The  Southern  Railway  System  has  established  district  claim 
offices  under  the  direction  of  the  following  traffic  officers:  J. 
H.  Drake,  general  freight  agent  for  Virginia,  North  Carolina, 
and  the  District  of  Columbia,  at  Richmond,  Va.;  W.  H.  Pax- 
ton,  general  freight  agent  for  Georgia,  South  Carolina,  and 
Florida,  at  Atlanta;  W.  C.  Stephens,  district  freight,  agent  for 
Alabama,  Tennessee,  and  Mississippi,  at  Chattanooga;  K.  B. 
Hannigan,  general  freight  agent  for  Illinois,  Indiana,  Ohio,  and 
Kentucky  at  Saint  Louis;  J.  B.  Bannon,  assistant  general  freight 
agent  for  the  N.  O.  &  N.  E.  Railroad  in  the  territory  between 
New  Orleans  and  Meridian,  Miss. 

Mortimer  Broaddhus  has  been  appointed  commercial  agent 
for  the  Norfolk  and  Western  at  St.  Louis. 

W.  C.  Morse  has  been  elected  vice-president  of  the  Louisiana 
Railway  &  Navigation  Co.,  to  succeed  W.  Coughlln,  who  has  re- 


tired. C.  K.  Mee  bax  been  appointed  chief  engineer  In  (-haw 
of  the  engineering,  maintenance  of  nay  and  construction  depart- 
ments for  the  same  company. 

The  Reaver,  Meade  ft  Englewood  Railway  Company  hna 
announced  the  appointment  of  C.  J.  Turpln  as  general  manager 
and  treasurer,  and  J.  M.  Gayle  as  auditor. 

Frank  S.  Davis,  former  chief  of  the  Trunk  Lines  and  New- 
England  Tariff  Bureau,  has  been  appointed  manager  of  the 
Maritime  Association  of  the  Boston  Chamber  of  Commerce. 

In  the  Traffic  World,  April  9,  p.  775.  it  was  stated  that  E. 
R.  Oliver  had  been  elected  vice-president  of  the  Southern  Rail- 
way. The  correct  title  attached  to  Mr.  Oliver's  new  position  at 
New  Orleans  Is  executive  general  agent  of  the  Southern  Rail- 
way System  and  vice-president  of  the  N.  O.  ft  N.  E.  Railroad 
and  New  Orleans  Terminal  Company. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

At  the  dinner  and  meeting  of  the  Traffic  Club  of  the  Jani^s- 
town  Board  of  Commerce,  April  1,  3.  W.  Qrady,  canal  traffic 
agent  of  the  New  York  state  barge  canal,  spoke  on  the  barge 
canal  and  its  use  in  solving  transportation  problems.  The  talk 
was  followed  by  a  motion  picture  showing  the  operation  of  the 
canal. 


A  dinner  meeting  of  the  Metropolitan  Unit  of  the  Traffic 
Group  of  the  National  Retail  Dry  Goods  Association  was  held 
at  the  Hofbrau  House,  New  York,  April  12.  The  speaker  of 
the  evening  was  C.  H.  Hilleary,  traffic  manager  for  the  P.  W. 
Woolworth  Company,  whose  subject  was,  "What  Transportation 
Means  to  the  Retailer." 


At  the  April  14  meeting  of  the  York  Traffic  Club  of  York. 
Pa.,  the  speaker  was  E.  J.  Sinclair,  agent  at  York  for  the  Penn- 
sylvania Lines.  His  subject  was,  "Railroad  Service  to  the 
Public." 


The  list  of  speakers  as  announced  for  the  nineteenth  annual 
dinner  of  the  Traffic  Club  of  Pittsburgh,  which  is  to  be  held  at 
the  William  Penn  Hotel,  April  28,  is  headed  by  James  Francis 
Burke,  general  counsel  for  the  Pittsburgh  Chamber  of  Com- 
merce. Other  speakers  will  be  Daniel  Willard.  president  of  the 
Baltimore  &  Ohio,  and  Otto  H.  Kahn,  of  Kahn,  Loeb  &  Company, 
New  York  City. 


Governor  Henry  Allen  of  Kansas  will  be  one  of  the  speakers 
at  the  spring  meeting  of  the  Traffic  Club  of  St.  Louis,  which 
will  he  held  at  the  Statler  Hotel,  April  18. 


The  Worcester  Traffic  Association  held  its  monthly  dinner 
at  the  Boston  Store  Restaurant,  April  6.  The  meeting  was  de- 
voted largely  to  a  consideration  of  the  steamship  traffic  situa- 
tion existing  between  Atlantic  and  Pacific  coast  points  via  the 
Panama  Canal.  The  speakers  and  guests  were:  J.  Karchcr, 
traffic  manager,  North  Atlantic  and  Western  Steamship  Co., 
Boston;  J.  D.  Hashagen,  traffic  manager,  American  Glue  Co., 
Boston;  and  C.  A.  Anderson,  New  England  manager  for  the 
Judson  Freight  Forwarding  Co.,  Boston,  and  president  of  the 
Traffic  Club  of  New  England. 


A  traffic  organization,  known  as  the  Industrial  Traffic  Mana- 
gers' Association,  the  members  of  which  are  engaged  in  indus- 
trial traffic  work,  has  been  organized  at  Macon,  Ga.  Officers 
have  been  elected  as  follows:  President,  Ben  Gilman,  traffic 
manager  for  the  Macon  Chamber  of  Commerce,  the  Georgia  Brick 
Manufacturers'  Association  and  the  Southern  Kaolin  Miners' 
Association;  vice-president,  J.  B.  Meyer,  National  Macon  Woolon 
Mills;  secretary,  Tracy  J.  Abrams,  National  Milling  Co.;  treasurer, 
C.  F.  Chapman,  Massee  &  Felton  Lumber  Co. 

At  the  annual  meeting  of  the  Transportation  Club  of  San 
Francisco,  the  following  officers  were  elected:  President,  W.  B. 
HInchman,  assistant  traffic  manager,  Tonopah  &  Tidewater  Rail- 
road; first  vice-president,  P.  G.  Williams,  auditor,  Associated 
Oil  Co. ;  second  vice-president.  Harry  C.  Ewing,  commercial  agent. 
Pere  Marquette;  secretary,  E.  A.  Senneff,  general  agent.  Cotton 
Belt  Line;  directors,  J.  J.  Shea,  bar  pilot;  J.  T.  Bate.  Pacific 
Coast  agent,  M.  K.  &  T.;  D.  M.  Swobe,  vice-president.  McCloud 
River  Railroad;  F.  C.  Lathrop.  assistant  general  passenger  agent. 
Southern  Pacific  Lines;  M.  F.  Cropley.  assistant  general  mana- 
ger. Pacific  Steamship  Company.  The  club  now  numbers  350 
members.  E.  W.  Mason,  general  manager  of  the  Western  Pacific 
Lines,  was  the  speaker  at  the  April  luncheon  of  the  club. 


The  first  regular  meeting  of  The  Traffic  Club  of  Oshkosh 
was  held  in  the  assembly  room  of  the  Association  of  Commerce. 
April  13.  Regular  meetings  will  be  held  on  the  second  and 
fourth  Wednesday  of  each  month.  The  following  officers  were 
elected:  President,  C.  M.  Starks.  traffic  manager,  Association 
of  Commerce;  vice-president.  F.  M.  Newton,  agent,  C.  ft  N.  W. 
Ry.;  secretary-treasurer,  R.  J.  Hodson,  assistant  traffic  manager. 
Association  of  Commerce.  Max  Baker,  president  of  the  Baker 
Wholesale  Paper  Company,  spoke  on  "Astray  Shipments."  This 
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was  followed   by   a   general   discussion   of  "Are   Your   Shipping 
Methods  Helping  or  Hindering  Your  Business?" 


The  monthly  meeting  of  the  Pittsburgh  Unit  of  the  Traffic 
Group  of  the  National  Retail  Dry  Goods  Association  was  held  at 
the  General  Forbes  Hotel,  April  13.  W.  C.  Schofield,  chairman  of 
the  freight  committee,  announced  that  arrangements  had  been 
made  for  the  operation  of  a  through  package  car  service  from 
Jamestown,  N.  Y.,  to  Pittsburgh.  The  claims  and  tracers  com- 
mittee and  the  express  committee  also  presented  reports. 


NEW  ENGLAND'S  INTEREST  IN  MER- 
CHANT MARINE 

(Address  hy  J.  D.  Hashagen.  traffic  manager,  American  Glue  Co.,  Bos- 
ton, at  the  dinner  of  the  Worcester  Traffic  Club,  April  6.) 

There  are  certain  facts  which  should  be  clearly  stated  and 
kept  in  mind.  We  must  not  be  misled  by  clamor  and  confusion 
which  has  been  created  to  becloud  the  purpose  and  the  effort. 
Therefore,  let  us  be  clear  and  definite. 

Under  conditions  with  which  you  are  familiar  the  nation 
has  built  a  large  number  of  ships.  They  were  paid  for  with 
the  people's  money  and  until  they  are  disposed  of,  sold  or 
absorbed  in  the  commerce  of  the  country,  the  people's  money 
will  pay  the  bills,  assume  the  losses,  and  credit  the  profits. 

Let  us  not  confuse  our  minds  with  the  idea  that  the  govern- 
ment is  a  thing  apart.  There  seems  to  be  a  hazy  notion  that  the 
government  can  do  the  superhuman;  that  it  can  create  special 
privileges  without  number  or  limit;  that  it  can  protect  people 
from  the  results  of  folly  or  poor  judgment  and  can  set  aside 
ecnomic  law — all  by  statutory  enactment.  Let  us  not  fall  into 
that  error.  Let  us  have  clear  thought  on  this  subject. 

The  people  want  these  ships  put  into  service;  want  them 
sold,  or  leased,  or  chartered;  want  new  trade  routes  developed, 
and  want  everything  done  that  is  wise  and  just  and  reasonable 
to  develop  our  foreign  commerce. 

On  the  basis  of  this  policy  there  has  been  put  on  the  statute 
books  the  merchant  marine  act  of  1920,  which  is  flexible  enough 
to  accomplish  these  purposes. 

The  merchant  marine  act  of  1920  was  passed  after  a  full 
and  fair  hearing.  Everybody  who  had  any  plans,  suggestions, 
or  ideas  had  a  chance  to  be  heard,  and  the  essence  and  purposes 
of  these  expressions  were  embodied  in  the  law.  In  carrying  out 
the  provisions  of  that  act  it  is  found  that  certain  interests  be- 
come apprehensive  lest  they  may  be  injured. 

The  ship  building  interests  want  the  price  kept  up.  A  low 
standard  of  prices,  they  fear,  will  affect  them  unfavorably. 

The  American  ship  owners  do  not  seem  to  be  a  unit  nor 
agreed  as  to  what  they  want.  Some  would  buy  ships  if  they 
could  be  purchased  cheap  enough;  some  are  indifferent,  and 
others  want  the  price  high. 

The  American  ship  owners  want  government-owned  ships 
kept  off  the  routes  now  covered  by  private  interests.  They 
claim  they  cannot  compete  with  the  government,  which  can  write 
OK  losses.  They  want  ships  allocated  only  to  experienced  steam- 
ship men.  And  they  want  no  new  services  established  on  routes 
which  are  now  adequately  served. 

Now,  let  us  analyze  these  statements  a  moment.  My  own 
observation  is  that  ships,  operated  by  or  for  account  of  the  Ship- 
ping Board,  are  apt  to  maintain  rates  without  discrimination. 
Private  ships  are  operating  out  of  New  York  to  the  Pacific  coast 
and  are  not  maintaining  rates.  Some  of  the  rates  they  make 
are  fantastic.  I  noticed  a  quotation  not  so  long  ago,  on  a  cer- 
tain commodity  that  was  ten  cents  lower  than  the  rate  prevail- 
ing before  the  war. 

Privately  operated  ships  have  come  to  Boston  and  have  been 
whittling  away  at  the  rates.  This  figures  out  this  way:  Some 
one  has  a  round  lot  of  cargo  to  ship  and  shops  around.  He  gets 
a  concession  while  the  regular  shipper  pays  tariff.  This  is  dis- 
crimination which,  to  us,  is  a  stench  in  the  nostrils.  Then  great 
stress  is  laid  on  losses.  But  where  there  are  losses  there  may 
be  profits,  and  there  is  discreet  silence  on  that  point. 

Now,  as  to  allocating  ships  only  to  experienced  shipping 
men:  That  proves  only  one  thing,  which  is  the  desire  to  form 
a  close  corporation.  I  have  seen  men  of  no  particular  eminence 
in  the  shipping  game  make  a  success  of  it.  In  fact,  they  are  not 
bound  by  ancient  precedents  and  prejudices;  they  have  a  desire 
to  give  service  and  they  make  for  progress. 

The  old  shipping  game  is  to  exploit  the  shipper,  get  all  you 
can  out  of  him,  and  give  him  as  little  as  possible.  With  new 
men  come  new  ideas  and  new  business  purposes.  In  the  old 
shipping  game  the  policy  is:  "We  have  always  done  business 
this  way,"  and  the  answer  of  progressive  commerce  is:  "Then 
that  is  a  good  reason  for  changing  it."  The  world  never  made 
any  progress  by  clinging  to  moss  grown  precedents. 

Now,  they  want  no  new  service  established  where  adequate 
service  is  rendered.  What  constitutes  adequate  service  and  who 
is  to  determine  that  question?  This  amounts  to  letting  a  man 
audit  and  approve  his  own  bills. 

Commerce  does  not  stand  still;  new  service  begets  new 
business;  broadened  and  enlarged  opportunities  create  progress 
and  development. 

Now,  coming  down  to  a  nearer  view  of  this  situation  with  re- 


gard to  New  England:  We  must  go  back  a  bit  into  history.  Before 
the  war  we  had  only  two  transatlantic  lines  out  of  Boston. 
Everything  was  concentrated  on  New  York.  The  advantages  of 
the  port  of  Boston  were  either  obscured  or  ignored  entirely; 
the  disadvantages  were  purposely  enlarged  and  emphasized. 
One  of  the  Pacific  lines  sent  a  few  ships  a  year  to  Boston,  picked 
up  what  spot  cargo  might  be  offering,  and  thus  discouraged  a 
direct,  fullfledged  service.  The  policy  that  business  would  seek 
the  New  York  outlet  without  the  necessity  of  coming  to  Boston, 
governed.  An  effort  was  made  to  establish  a  line  to  Texas,  which 
was  smothered  by  our  New  Haven  friends  of  the  Morgan-Mellen 
regime.  But  the  war  came  along  and  broke  that  combination. 

Since  then  we  have  been  doing  business  through  our  own 
port  with  the  greatest  comfort  and  satisfaction.  This  is  not 
the  time  nor  the  place  to  enumerate  the  different  services  but  I 
may  say  that  recently  the  experiment  was  made  of  opening  a 
service  to  the  Far  East  and  this  has  now  become  a  regular 
feature.  I  am  glad  to  say  that  I  had  a  chance  to  put  some  busi- 
ness that  way. 

Now,  the  point  I  wish  to  make  is  that  the  American  merchant 
marine,  plus  the  facilities  of  our  ports,  plus  the  traffic  possibilities 
of  New  England,  all  put  together,  can  make  two  blades  of  grass 
grow  where  none  is  growing  now.  In  other  words,  develop  new 
business,  find  new  markets,  new  methods,  new  purposes.  This 
will  have  the  effect  of  putting  the  New  England  roads  on  their 
feet. 

It  surely  cannot  be  done  by  the  beating  of  chests  and  tear- 
ing of  hair  and  chasing  up  and  down  the  map  shouting,  "Woe 
is  me!  Woe  is  me!"  and  then  squeezing  another  twenty  millions 
out  of  the  business  by  raising  the  rates. 

If  we  analyze  all  that  has  been  said  and  is  being  said  on 
the  New  England  railroad  situation  we  find  that  there  is  much 
stress  for  higher  rates.  They  seem  to  ignore  the  point  that  what 
is  wanted  is  more  revenue — more  money.  The  way  to  get  more 
money  is  to  do  more  business  at  the  present  rates  which,  in  all 
conscience,  are  high  enough.  Why  make  New  England's  dis- 
advantages harder?  Let  us  all  see  if  we  cannot  get  more  busi- 
ness— new  business — new  markets.  It  is  a  small  matter,  per- 
haps, but  I  recently  routed  a  car  of  business  via  Boston  to  the 
Far  East.  If  we  watch  our  opportunities  and  take  advantage  of 
advantage  of  them  we  can  help  this  situation.  It  was  the  traffic 
people  of  New  England  who  put  the  California  line  on  the  map 
and  helped  make  it  a  fine  success.  I  think  their  influence  and 
help  should  be  recognized  and  encouraged.  I  believe  the  import 
business  should  be  studied  and  assisted  wherever  possible. 
Every  little  will  help  and  perhaps  cure  a  difficult  situation. 

To  give  you  a  concrete  example:  Recently  several  ships  were 
diverted  from  New  York  to  Boston  and  the  emigrants,  after  being 
properly  de-cootied,  were  sent  out  from  here.  The  New  Haven 
had  one  train  load  which  yielded  a  train  revenue  the  greatest  on 
record  in  the  history  of  the  road— upward  of  five  thousand  dol- 
lars. And  the  extra  expense  was  negligible. 

In  conclusion,  I  want  to  leave  with  you  this  thought:  We 
have  a  live  interest  in  our  merchant  marine  from  every  stand- 
point and  we  can  help  ourselves,  our  section,  and  the  interests 
entrusted  to  our  care  by  studying  the  situation,  keeping  clear 
minds  and  developing  every  opportunity  that  comes  our  way. 
Toward  that  end  I  recommend  your  attention. 

A.    R.   A.   COMMITTEES 

The  American  Railway  Association's  general  committee  of 
the  traffic  division  has  appointed  the  following  standing  com- 
mittees : 

Committee  on  Standard  Containers,  Packing  and  Marking— 
C.  A.  Blood,  traffic  manager,  Lehigh  Valley  Railroad  (chairman); 

F.  C.  Maegly,  assistant  general  freight  agent,  Atchison    Topeka 
&  Santa  Fe  Railway;  R.  G.  Pagan,  assistant  freight  claim  agent, 
Southern  Pacific  Lines;  James  Menzies,  freight  traffic  manager, 
Atlantic  Coast   Line   Railroad;    F.   W.   Smith,   chairman,   Official 
Classification  Committee;   R.  C.  Fyfe,  chairman.  Western  Classi- 
fication Committee;  J.  E.  Crosland,  chairman,  Southern  Classifi- 
cation Committee. 

Committee  on  Weighing  and  Inspection  of  Freight  Traffic— 
A.  S.  Dodge,  superintendent,  Western  Weighing  and  Inspection 
Bureau  (chairman);  George  Merki,  manager,  Central  Weighing 
and  Inspection  Bureau;  W.  R.  Sheehan,  manager,  Transconti- 
nental Weighing  and  Inspection  Bureau;  A.  B.  Cade,  manager. 
Transcontinental  Weighing  and  Inspection  Bureau;  I.  G.  Markey 
manager,  Southern  Weighing  and  Inspection  Bureau-  W  J. 
Edwards,  manager,  Trunk  Line  Freight  Inspection  Bureau;  F.  E. 
Dewey,  manager,  New  England  Weighing  and  Inspection  Bureau; 

G.  C.  Ransom,  chairman,   Canadian  Freight  Association. 

Committee  on  Car  Service,  Demurrage  and  Storage — Robert 
C.  Wright,  general  traffic  manager,  Pennsylvania  System  (chair- 
man); Fred,  Zimmerman,  vice-president,  Chicago,  Indianapolis 
&  Louisville  Railway;  B.  Campbell,  vice-president,  New  York, 
New  Haven  &  Hartford  Railroad;  H.  E.  Pierpont,  traffic  man- 
ager, Chicago,  Milwaukee.  &  St.  Paul  Railway;  W.  A.  Rambach. 
freight,  traffic  manager,  Missouri  Pacific  Railroad;  G.  W.  Luce, 
freight  traffic  manager.  Southern  Pacific  Linos-  A  R  Smith, 
vice-president— traffic,  Louisville  &  Nashville  Railroad;  D.  W. 
Longstreet,  traffic  manager,  Illinois  Central  Railroad;  C  T. 
Airey,  vice-president  and  traffic  manager.  Central  of  Georgia 
Railway. 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


NO  PROFITEERING  BY  PACKERS 

K<li tor  The  Traffic  World: 

The  Traffic  World  of  March  21  published  a  letter  from  T.  J. 
Xcirton,  of  the  Santa  Fe  Railroad,  which  refers  to  statements 
made  by  S.  H.  Cowan  of  Texas,  who,  he  claims,  represents  the 
•'live  stock  and  meat  producing  interests." 

We  assume  that  Mr.  Norton  means  that  Mr.  Cowan  repre- 
the  live-stock  industry,  rather  than  the  packing  Industry, 
lor.  so  far  as  we  know,  he  does  not  represent  the  packing  indus- 
try. At  the  same  time,  Mr.  Norton's  letter  might  give  the  im- 
pression that  the  packers  are  included  when  he  refers  in  his  ex- 
travagant way  to  "one  of  the  most  unconscionable  crowds  that 
live  upon  the  toilers  of  this  country."  He  then  says:  "lu  a  land 
of  fatness  they  have  kept  food  from  hungry  mouths." 

.Mr.  Norton  further  says  that  people  will  begin  to  buy  when 

Cowan  and  his  clients  will  bring  down  the  prices  of  meats 
and  hides. 

Whether  Mr.  Norton  refers  to  both  the  packing  industry 
and  the  live  stock  industry,  or  whether  he  refers  to  the  live 
stock  industry  alone,  his  remarks  should  not  go  unchallenged. 
There  is  no  justification  whatever  for  his  statement  that  food 
has  been  kept  from  hungry  mouths.  Live  stock  has  been  mar- 
ket I'd  when  it.  lias  reached  sufficient  maturity.  In  fact,  cattle, 
at  least,  have  been  marketed  at  earlier  ages  the  past  few  years 
than  formrly.  Meats  have  been  moved  out  regularly  into  con- 
sumption. Fresh  meats  always  have  to  be  marketed  within  two 
or  three  weeks  after  the  animals  are  killed.  Cured  meats  have 
to  be  held  longer,  but.  in  so  far  as  any  goods  are  stored  for 
future  consumption,  they  are  not  kept  from  "hungry  mouths" 
but,  rather,  they  are  conserved  for  mouths  that  would  be  hun- 
gry if  no  provision  were  made  for  times  of  natural  scarcity  of 
•t  foods. 

As  for  bringing  down  the  prices  of  meats  and  hides,  we 
would  respectfully  call  the  attention  of  Mr.  Norton  to  the  fact 
that  the  average  wholesale  selling  price  of  beef  has  dropped 
trom  18'/4  cents  a  pound  last  September  to  14  *£  cents  a  pound 
today.  Hides,  which  sold  for  50  cents  a  pound  a  year  ago,  are 
now  priced  at  around  10  cents,  and  it  is  hard  to  sell  many  even 
at  this  low  price. 

Furthermore,  the  declines  in  meat  by-products  and  live-stock 
values  have  been  greater  than  those  that  have  occurred  in  other 
commodities.  This  statement  may  be  proved  by  referring  to 
Dun's  index  number,  which  shows  that  the  wholesale  price  of 
meats  had  dropped  36  per  cent  from  peak  prices  in  March,  1921, 
whereas  the  average  decline  for  all  commodities  was  only  31 
per  cent. 

There  has  been  no  profiteering  in  the  packing  industry. 
During  1920,  six  larger  packers,  companies  whose  annual  reports 
were  most  readily  obtainable  in  published  form,  showed  an 
average  profit  of  less  than  a  cent  on.  each  dollar  invested.  Three 
of  the  companies  actually  operated  at  a  loss,  and  of  those  which 
showed  a  profit,  one  made  three-fifths  of  a  cent  on  each  dollar 
of  sales,  another  made  less  than  a  half  a  cent  on  each  dollar  of 
sales,  and  the  third  made  one-fifth  of  a  cent  on  each  dollar  of 
sales. 

We  thoroughly  sympathize  with  Mr.  Norton  in  his  state- 
ment about  the  difficulties  that  the  railroads  have  been  having, 
but  we  suggest  that  he  consider  his  statements  more  carefully 
when  he  wishes  to  speak  about  other  industries. 

W.  W.  Woods,  Director,  Bureau  of  Public  Relations,  Insti- 
tute of  American  Meat  Packers. 

Chicago,  April   14,  1921. 


REGULARITY  IN  SERVICE 

Kdilor  The  Traffic  World: 

While  it  is  interesting  to  note  the  instances  of  excellent 
service  rendered  by  the  carriers  on  specific  shipments  as  cited 
hy  shippers  in  The  Open  Forum,  would  it  not  be  more  interest- 
ing to  read  of  efforts  being  made  by  the  lines  in  the  way  of 
dependability  and  regularity  in  service? 

These  few  cases  of  exceptionally  good  time  made  on  carload 
.shipments  are  encouaraging,  and  let  us  hope  that  when  good 
business  prevails  again  the  carriers  will  have  worked  out  in 

nice  plans  for  regularity  in  their  service,  such  as  already 
done  by  the  Pennsylvania,  which  has  recently  reorganUed  its 
•  •nine  freight  service  with  a  view  to  regularity  of  service  and 
dependability  in  arrival  at  destination,  rather  than  exceptionally 
last  train  movement. 


When   this  is  dune,   we  can   point   to  the  Isolated  caaea  a* 
typical  of  poor  service  and  not  of  excellent  time,  as  at  preflcnt. 

A  recent  carload  shipment  we  made  to  Chicago  wa»  re- 
ceived there  on  the  fourth  morning  out  of  here  very  fine  »• 
ice  for  a  haul  of  nearly  a  thousand  miles  but,  on  the  other 
hand,  cars  moving  in  and  out  of  here  within  a  radhm  of  two 
hundred  miles  are  extremely  fortunate  to  move  within  this  time 
but  are  more  liable  to  consume  anywhere  from  four  to  seven 
or  eight  days  and  sometimes  longer.  Involving  a  two  or  more  line 
haul. 

C.  G.  Chamberlain,  Asst.  Director  of  Traffic, 
Ludlow  Manufacturing  Associate*. 

Ludlow,   Mass.,  April  8,  1921. 


HE  BELIEVES  IN  THIS  DREAM 

Editor  The  Traffic  World: 

Noting  the  article  on  page  730  of  The  Traffic  World,  April 
2,  headed,  "A  Government  Ownership  Dream,"  allow  me  to  state 
that  I  don't  think  this  is  very  much  of  a  dream.  In  my  opinion 
government  ownership  Is  the  only  solution  for  the  present 
jumbled-up  condition  of  transportation  affairs.  Some  two  years 
or  more  since,  I  advocated  government  ownership,  uniform 
classification,  uniform  tariffs  and  freight  rates  on  a  strictly 
mileage  basis.  Anyone  at  all  familiar  with  the  present  situa- 
tion knows  that  it  could  not  be  any  worse. 

I  believe  Mr.  Westfall  is  right  and  if  the  lines  were  turned 
back  to  the  government  and  it  were  allowed  to  hold  them  long 
enough  until  conditions  could  be  adjusted,  we  would  eventually 
have  transportation  of  freight  on  a  basis  similar  to  our  postal 
service.  The  conditions  existing  at  the  time  the  roads  were  under 
federal  control  were  such  that  they  cannot  be  used  to  form  a 
just  opinion  in  the  matter.  The  conditions  existing  at  the  pres- 
ent time  under  private  ownership  should  convince  anyone  that 
it  will  take  the  roads  a  long,  long  time  before  they  can  get  it 
straightened  out,  and  at  best  it  will  never  be  as  good  as  we 
could  expect  from  government  ownership  in  half  the  time. 

I  have  never  heard  but  one  argument  against  government 
ownership,  and  that  is  that  it  would  convert  the  entire  railway 
and  transportation  system  into  a  big  political  machine.  I  don't 
believe  that  that  is  necessary.  I  believe  it  might  create  some 
political  positions  among  the  higher-ups,  but  the  rank  and  file 
could  be  placed  under  civil  service  rules  and  would  be  no  more 
of  a  political  machine  than  our  present  mail  service,  and  even 
if  it  was-,  it  appears  this  country  has  to  be  cursed  with  too  much 
politics  anyhow,  and  a  few  more  politicians  connected  with  the 
transportation  service  would  not  make  much  difference. 

Geo.  W.  Collins,  General  Traffic  Manager, 
The  Peters  Cartridge  Co. 

Cincinnati,  0.,  April   6,   1921. 

If  Mr.  Collins,  as  he  says,  has  heard  only  one  argument  against 
government  ownership,  he  hasn't  read  his  Traffic  World  to  much  ad- 
vantage and  his  reading  otherwise  on  the  subject  of  which  he  speaks 
has  been  exceedingly  limited.  But  even  the  argument  he  has  heard 
ought  to  be  enough. — Editor  The  Traffic  World. 

LOSS  FROM  IMPROPER  MARKING 

Editor  The  Traffic  World: 

The  claim  desk  of  any  railroad  can  testify  to  the  fact  that 
the  shippers  of  America  are  paying  an  enormous  price  every 
year  for  goods  lost  in  transit  because  of  "improper  marking." 

This  term  "improper  marking"  simply  means  that  the  ad- 
dress on  the  shipment  has  been  obliterated  or  destroyed. 

When  a  shipment  is  lost,  "the  shipper  puts  in  a  claim  which 
may  or  may  not  be  paid.  Such  claims  are  costing  the  railroads 
millions  of  dollars  a  year,  but  any  business  man  can  see  that 
the  sum  paid  out  in  loss  claims  has  to  be  charged  by  the  car- 
riers against  the  cost  of  doing  business. 

It  is  a  factor  in  rates,  so  that  the  man  who  actually  carries 
the  burden  of  lost  shipments  is  the  shipper  himself. 

In  ultimately  paying  for  lost  shipments,  due  to  improper 
marking,  the  shipper  is  carrying  an  unnecessary  tax,  generally 
estimated  at  3  per  cent,  but  this  is  only  part  of  hla  loss. 

When  shipments  fail  to  arrive,  some  customer  Is  without 
goods  he  expected  to  receive  and  which  he  had  planned  in  his 
merchandising,  either  to  use  himself  or  resell. 

The  failure  of  goods  to  arrive  promptly  is  a  distinct  deter- 
rent to  good-will  in  trade.  The  lost  shipment  can  always  be 
explained  by  letter  or  wire,  but  the  check  to  the  free  flow  of 
trade  cannot  be  overcome  and  there  is  an  additional  loss  in 
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commercial  rejuijugtuooU,  ihe  making  of  new  connections,  and 
the  continual  commercial  "shopping  around." 

These  evils  have  been  set  down  at  some  length,  no  that  the 
force  of  what  follows  can  be  more  readily  appreciated.  All  these 
shipping  evils  are  unnecessary,  at  least  from  the  standpoint  of 
the  use  of  shipping  tags. 

A  tag  has  been  invented  that  definitely  protects  the  ship- 
ment from  loss.  It  is  a  device  of  great  simplicity  and  it  is 
already  in  such  wide  use  by  large  shippers  that  it  can  safely 
be  called  a  fundamental  necessity  in  shipping.  This  patented 
lag  has  an  identification  stub,  a  small  tag  in  itself,  joined  to 
the  main  tag  at  the  top  and  provided  with  its  own  reinforced 
eyelet.  The  cord  or  wire  by  which  the  tag  is  fastened  to  the 
shipment  passes  through  the  eyelet  of  the  main  tag  itself  as 
well  as  through  the  eyelet  of  the  stub.  This  device  allows  plain 
marking  on  the  tag  proper,  while  the  stub  carries  the  shipper's 
imprint  and  address. 

Exhaustive  tests  have  shown  that  the  identification  stub  is 
never  destroyed.  Even  when  the  tag  itself  is  chewed  off  by 
friction  or  pulled  off  by  freight  handlers  or  pinched  off  when 
boxes  or  articles  come  together  in  the  freight  house  or  box 
car,  the  tough  little  stub  always  remains.  And  it  identifies  the 
shipment  so  that  the  goods  do  not  have  to  go  to  the  "no  mark" 
department  to  be  sold  for  salvage. 

From  the  information  on  this  stub  tag  it  is  easy  for  trans- 
portation employes  to  notify  shippers  and  obtain  the  correct 
forwarding  address.  Much  time  is  saved  for  all  concerned  and 
Ihe  customer's  good-will  Is  maintained. 

These  duo-safety  tags  are  practically  an  insurance  policy 
against  lost  shipments.  It  is  correctly  estimated  that  a  small 
fraction  of  a  cent  per  shipment  pays  for  this  "insurance." 

A.  M.  Kenning,  Vice-President, 
International  Tag  Co. 

Chicago,  April  5,  1921. 


THE  NEW  WARFIELD  PLAN 

Editor  The  Traffic  World: 

I  am  very  much  in  sympathy  with  your  views  of  the  new 
Warfield  plan.  My  views  are  well  stated  in  the  sentiment  con- 
veyed in  the  telegram  of  Francis  B.  James  which  you  published 
in  the  March  26  issue. 

The  whole  matter  can  be  easily  summed  up  in  the  state- 
ment: "Too  much  government  interference  in  business." 

The  latest  suggestion  from  Warfield  is  beyond  words  of 
ridiculous  description. 

Newark,  N.  J.,  March  31,  1921.  James  R.  Schurz. 


DELAY  BY  RATE  COMMITTEES 

Editor  The  Traffic  World: 

There  is  something  radically  wrong  with  the  present  method 
of  adjusting  freight  rates  now  being  handled  by  the  standing 
rate  committees.  Our  experience  shows,  in  the  majority  of  cases, 
it  is  almost  impossible  to  have  rates  published,  notwithstanding 
the  fact  that  request  does  not  disturb  the  present  rates  and 
only  ask  to  be  placed  on  an  equal  basis  with  other  shipping 
points.  The  writer  has  interviewed  a  large  number  of  industrial 
traffic  men  and,  in  most  cases,  their  experience  has  been  the 
same  as  ours. 

Better  to  illustrate,  we  wish  to  give  our  experience  on  one 
request  out  of  a  score  or  more.  Last  October  we  requested 
that  the  present  New  Orleans  rate  on  fuel  oil  be  published  from 
Good  Hope,  La,,  to  Houston,  Tex.  The  general  freight  agents 
of  the  interested  carriers  were  interviewed  and  they  agreed, 
among  themselves,  on  divisions  and  advised  the  rate  would  be 
published  as  early  as  possible,  as  Good  Hope  takes  New  Orleans 
rates  as  a  general  proposition.  The  request  was  considered  by 
the  Southern  Freight  Rate  Committee  under  Docket  1750,  and 
t  was  approved  and  copy  of  the  submittal  was  furnished  the 
Southwestem  Freight  Rate  Committee  on  January  12  for  con- 
currence. After  waiting  several  weeks  we  requested  the  South- 
ern Freight  Rate  Committee  for  information,  and  it  advised  that 
it  had  traced  Chairman  Leland  under  date  of  February  2  and 
again  on  February  12,  but  up  to  date  (February  15)  it  had  re- 
ceived no  reply. 

This  was  considered  by  the  Southwestern  Freight  Rate  Com- 
mittee under  Docket  1287  on  March  7.  We  received  advice  from 
one  of  the  interested  carriers  on  March  22  that  the  Southwestern 
Freight  Bureau  had  acted  favorably  on  the  request  and  the  rate 
would  be  published.  At  the  present  pace  we  presume  the  rate 
will  be  published  in  the  next  three  or  four  months.  At  the  time 
of  the  request  a  large  movement  was  in  sight,  but  however 
when  the  rate  is  published  it  will  be  of  no  benefit  to  us. 

We   cannot   appreciate   the  necessity   of  the   standing   rate 

oommittees  requiring  six  months  to  act  on  a  request  when  in- 

erested   carriers  have  recommended  same  and  asked   for  pub- 

icatlon.     Good  Hope  is  located  in  the  New  Orleans  district   on 

the  east  bank  of  the  Mississippi  River,  and  we  cannot  see  why 

is  necessary  for  this  to  be  considered  by  the  Southern  Freight 

Committee,  as  rates  are  published  by  Chairman  Leland 

>omething  is  wrong.    What  is  it?    It  may  be  that  committees 


are  overburdened  with  adjustments  or  are  unable  to  obtain  suffi- 
cient competent  rate  men.  However,  we  do  not  believe  this 
is  the  cause  of  delay  in  our  case.  We  think  a  disinterested  judge 
would  condemn  the  committee  and  state  that  the  matter  was 
handled  in  an  indifferent  manner.  We  believe  there  should  be 
a  change  in  the  present  method  of  handling  rate  adjustments,  or 
some  action  should  be  taken  by  the  carriers  to  demand  that 
committees  handle  adjustments  in  a  reasonable  time  and  advise 
proponent  as  to  action  taken  without  the  necessity  of  tracing 
them  a  number  of  times  for  information. 

New  Orleans  Refining  Company,  Inc., 
C.  A.  Talley,  Traffic  Manager. 
New  Orleans,  La.,  April  1,   1921. 


WEIGHING  OF  FREIGHT 

Editor  The  Traffic  World: 

The  article  under  the  caption,  "A  Question  of  Weighing," 
on  page  670,  issue  of  March  26,  is  interesting. 

We  have  had  considerable  trouble  with  some  of  the  carriers 
in  having  freight  charges  adjusted  to  the  basis  of  invoice  weight, 
and  now  have  with  the  Commission  an  informal  complaint  on 
this  subject,  on  which  we  are  expecting  a  decision  in  the  near 
future. 

It  seems  to  us  that  under  the  present  haphazard  way  of 
deciding  what  weight  should  obtain  in  the  collection  of  freight 
charges,  there  should  be  an  amendment  to  the  interstate  com- 
merce act  making  it  plain  that  there  could  be  no  possibility  of 
discrimination  in  making  adjustments  of  this  kind. 

In  some  instances  the  carriers  publish  in  their  tariffs  the 
rules  of  the  American  Railway  Association,  providing  the  man- 
ner in  which  the  correct  weight  may  be  obtained.  In  such  in- 
stances we  do  not  doubt  that  the  carriers  are  required  to  comply 
with  those  rules  as,  as  we  understand  it,  a  published  rule  cover- 
ing weighing  and  reweighing  is  just  as  binding  as  a  published 
rate. 

E.  B.  Boyd's  circular  No.  l-O,  I.  C.  C.  1091,  in  item  1330, 
page  90,  covers  the  above  referred  to  rules  in  Western  Trunk 
Line  territory. 

With  respect  to  commodities  that  are  not  subject  to  change 
in  weight  from  their  inherent  nature,  we  believe  that  section 
D  of  rule  8,  is  binding,  and  that  where  a  shipper  or  consignee 
submits  a  bona  fide  invoice  and  the  difference  in  the  weight  of 
that  invoice  and  the  billed  weight  exceeds  the  tolerance  of  1 
per  cent,  the  carriers  must  disregard  their  scale  weights  and 
collect  freight  charges  on  the  invoice  weight. 

However,  on  commodities  that  are  subject  to  shrinkage,  the 
invoice  would  not  be  controlling  and  the  billed  weight,  if  properly 
obtained  at  point  of  origin,  could  not  be  changed  unless  the 
tariff  naming  the  rate  made  specific  provision  to  the  contrary. 

Our  experience  has  developed  that  not  all  the  lines  operate 
under  the  national  code  of  weighing  rules  and  some  of  them 
leave  the  matter  of  weighing  altogether  with  the  weighing  bu- 
reaus. 

This  is  the  weak  point  in  the  present  method  of  those  com- 
panies. While  we  do  not  doubt  the  honesty  of  the  bureaus  in 
their  unbiased  decisions,  at  the  same  time  it  can  readily  be 
seen  that  where  the  matter  of  weight  is  left  entirely  with  them 
there  is  an  avenue  open  for  a  rebate. 

We  might  offer  several  suggestions  how  this  situation  could 
be  remedied,  but  since  that  would  avail  us  nothing,  we  are  leav- 
ing it  open  for  further  discussion,  and  think  it  is  of  enough 
importance  that  the  aggrieved  shippers  and  consignees  get  to- 
gether with  view  to  having  this  decided  and  a  uniform  rule  may 
be  published  on  which  you  could  depend  and  base  your  sales. 

We  would  be  pleased  to  see  further  discussion  along  these 


lines. 


Walter  A.  Zelnicker  Supply  Co., 
Wm.  P.  Malott,  Traffic  Manager. 
St.  Louis,  Mo.,  April  5,  1921. 


SLOWNESS  IN  SETTLING  CLAIMS 

Editor  The  Traffic  World: 

We  have  noted  from  time  to  time  comments  in  your  Open 
Forum  relative  to  the  laxity  on  the  part  of  the  railroads  in 
settling  loss  and  damage  claims. 

The  following  letter  was  received  from  Mr.  J.  H.  Patterson, 
freight  claim  agent  of  the  Mobile  &  Ohio  Railroad  Company,  and 
was  dated  March  26,  1921: 

"Replying  to  your  communication  of  March  21,  wish  to  ad- 
vise that  this  claim  was  vouchered  October  14,  1920.  and  our 
treasurer  will  mail  same  to  you  when  the  necessary  signatures 
are  affixed." 

The  claim  in  question  was  entered  against  this  company 
!.  1920,  and  little  need  be  said,  as  the  illustration  speaks 
for  itself. 

We  thought  possibly   this  illustration   might   be  of  interest 
to  your  readers,  who  are  experiencing  trouble  in  effecting  settle-i 
ment  of  loss  and  damage  claims  with  the  carriers. 

The  Palmollve  Company, 
Arthur   H.   Mintner,    Traffic   Dept. 
Milwaukee,  Wis.,   April   6    19'M 
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JURISDICTION  OVER  TRACTION  LINES 

The  Traffic  World  Washington  Burnt, 

In  a  bulletin  to  state  commissions,  John  E.  Benton,  general 
solicitor  of  the  National  Association  of  Railway  and  Utilities 
rimimissiuiiers,  directs  attention  to  the  decision  of  the  Commis- 
sion In  William  Wylie  Beall  vs.  Wheeling  Traction  Company, 
Docket  No.  11299  (see  Traffic  World,  April  2,  p.  701),  In  which 
the  Commission  found  discrimination  against  Interstate  com- 
merce, intnistate  electric  railway  fares  prescribed  by  franchises. 
After  quoting  from  the  decision,  Mr.  Benton  says: 

This  decision  would  seem  to  indicate  that  the  federal  Com- 
mission will  consider  subject  to  its  jurisdiction  all  lines  of  elec- 
tric street  railroad  running  from  town  to  town,  and  transporting 
passengers  in  interstate  commerce.  The  possible  far-reaching 
effect  of  the  decision  in  offering  opportunity  to  street  railway 
carriers  of  that  character  to  secure  revision  of  rates  now  limited 
b>  franchises,  even  though  their  lines  be  wholly  intrastate,  is 
evident. 

"It  will  be  noted  that,  under  the  decision,  physical  interstate 
operations  would  not  appear  to  be  necessary.  The  essential 
i<>r,  so  far  as  jurisdiction  of  the  federal  Commission  is  con- 
cerned, would  appear  rather  to  be  that  under  some  arrangement 
(the  legality  of  which  the  Commission  will  not  concern  itself  about) 
between  the  company  whose  lines  are  intrastate  and  an  inter- 
state carrier,  interstate  tariffs  have  been  filed,  and  interstate 
transportation  has  been  begun  to  points  on  the  lines  of  the 
intrastate  carrier.  This,  it  will  be  claimed,  brings  the  intrastate 
rates  of  the  carrier  whose  lines  are  wholly  intrastate  within 
the  jurisdiction  of  the  federal  Commission,  for  the  purpose  of 
removing  the  discrimination  caused  by  the  inequality  between 
the  franchise  rates  and  those  fixed  by  the  interstate  tariffs. 

"It  will  doubtless  even  be  claimed  that  it  is  not  necessary 
that  the  interstate  tariffs  be  actually  enforced  as  to  the  inter- 
state traffic  upon  such  intrastate  lines.  The  following,  bearing 
on  this  point,  is  from  the  report: 

Tin:   published   fare   of  the  traction   company   for  that   portion   of 
interstate  trip  between   Brilliant  and  Steubenville  at  the  date  of 
the    hearing   was   15   cents,    but   because   of   the   operating   conditions 
the   traction   company    is   apparently   unable   to  collect   more   than   10 
the  amount  fixed  in  the  franchises  granted  its  predecessors  by 
the  municipalities  of  Steubenville.   Mingo  Junction  and  Brilliant.     In- 
terstate-   passengers   on    this    division    therefore   are   carried    at    fares 
lower  than  those  shown  in  the  traction  company's  tariffs. 

"While  the  Steubenville  company  lines  are  found  to  be  op- 
erated as  a  part  of  the  traction  company  system,  the  Commis- 
sion appears  to  have  treated  that  fact  as  inconsequential.  From 
(he  language  quoted  it  would  seem  that  the  decision  would  have 
been  the  same  if  the  owning  company  had  continued  operation 
of  its  own  lines,  but  had  filed  joint  interstate  tariffs  identical 
'  as  to  fares  with  those  which  the  traction  company  filed,  and 
if  the  same  interstate  traffic  had  come  into  existence,  and  the 
same  complaints  had  been  filed  with  the  federal  Commission. 
Indeed,  it  is  difficult  to  perceive  why  it  must  not  have  been,  if 
the  decision  rests  on  the  Shreveport  principle. 

"There  is  in  the  report,  however,  no  finding  of  actual  injury 
to  specific  persons  or  localities  engaged  in  interstate  commerce. 
While  the  exposition  of  the  reasoning  of  the  Commission  is 
not  entirely  clear,  it  appears  to  be  the  same  as  the  reasoning 
upon  which  decisions  of  the  Commission  have  been  based  in 
the  steam  railroad  rate  cases  heretofore  decided  under  the 
transportation  act.  The  loss  of  revenue  from  the  intrastate 
franchise  fares  is  emphasized,  and  apparently  the  conclusion  of 
discrimination  is  drawn  from  the  facts  that  the  franchise  fares 
are  lower  than  the  interstate  fares,  and  that  loss  results  there- 
from. 

"The  possible  consequences  of  this  decision,  if  adhered  to 
and  sustained  by  the  courts,  are  obvious,  even  without  sugges- 
.  tion.  Inasmuch  as  every  street  railway  that  connects  with 
another  which  is  interstate  can  easily  become  an  interstate  car- 
rier, it  may  be  said  to  rest  with  such  carriers,  of  the  class 
described  in  this  case,  to  bring  themselves  under  the  juris- 
diction of  the  federal  Commission  whenever  they  desire  to  do  so. 

"It  should,  however,  be  pointed  out  that  decision  In  the 
Wheeling  Traction  Company  case  was  not  by  the  full  Commis- 
sion, but  by  Division  1  (Commissioners  McChord,  Meyer  and 
Altchison),  and  that  Commissioner  Altchison  dissented. 

"It  should  also  be  said  that  it  remains  to  be  seen  whether 
the  Commission  will  exclude  urban  railways  from  its  jurisdic- 
tion, as  falling  within  the  effect  of  the  Omaha  Case,  230  IT.  S. 
A  case  now  pending,  argued  on  the  8th  instant  before  the 
full  Commission  (Rates,  Fares  and  Charges  of  the  Steubenville, 
East  Liverpool  &  Beaver  Valley  Traction  Company)  would  seem 

.  to  present  occasion  for  a  decision  on  that  point.  This  case  is 
similar  to  the  Wheeling  case,  except  that  the  Commission  is 

-  asked,  among  others,  to  increase  purely  urban  fares,  which 
are  fixed  by  local  franchises.  The  company  claims  that  under 
the  transportation  act  the  Commission  has  jurisdiction  to  in- 
crease urban  fares  for  the  purpose  of  giving  needed  revenues 
to  an  interstate  carrier. 

"In  determining  the  application  of  the  accident  report  law, 
the  Commission,  in  Jurisdiction  Over  Urban  Electric  Lines,  33 


I.  C.  C.  n.'tfi.  f.Iis   die.  i,|e,|  April  2,  19lfi).  <H»<niMf<l  th«  extent  of 
Itn   Jurisdiction    over    electric    linen   at   follows : 

The  extent  of  participation   In    interstate   trnftV   mnnnt    be    I 
upon    nil    being    very    material    If     •     •     •     HIP    eompnt  <-on- 

cerncd  are  regularly  eng.-iged  in  the  transportation  «t  n  idle. 

•     •     •     Nor   cnn    the    m-timl    physical    Ineiiiion    nf   a    rnilwny    Un- 
accepted an  the  ruling  consideration  In  tin    determination  "I  Hi"    nni-n- 
tlon  whether  or  not  It  participate*  In  Intemtule  commerce,  nncl  In  view 
of  nunicrnun  ruling!  of  the  court*  It  does  not  seem  to  be,  open  to  quea- 
tlon  that  traffic  crocalng  a  «tat«  lino  Id  Interstate  tmfllr.  although  In 
a  particular  case,  that  of  Omaha  &  Council  Bluffs  Ity.  Co.  v*    I    C 
230  U.  S..   :!2I.    which    is   i-lti'il    in    Hi.-    l.riefs.    tin-    IndieM    ''.nut    han   helil 
that  certain  traffic,  though  admittedly  Interstate.   In  not  mich  a*  ' 
gress    Intended    to    make    subject    to    this    Communion.     '  \W 

must  continue  to  hold,  with  the  qualifications  resulting  from 
decision  In  the  Omahii  cane,  mipra.  ami  the  amendment  to  section 
15  of  the  Act  to  regulate  commerce,  which  would  exclude  "Mr- it 
electric  railway*."  Hint  electric  railways  engaged  In  Interstate  trans- 
portation are  subject  to  our  jurisdiction.  •  •  •  A  consideration  of 
the  decision  of  the  Supreme  Court  *  *  '  would  seem  to  lead  to  the 
conclusion  that  In  such  cases  the  filing  of  reports  covering  the  acci- 
dents that  occur  In  connection  with  the  operation  of  cam.  other  than 
purely  city  cars,  carrying  interstate  pnssengerg,  frejght  or  express 
will  answer  the  requirements  of  the  accident -report  law. 

"If  the  order  of  the  Commission  In  the  Wheeling  Traction 
Company  case  stands,  it  is  evident  that  as  to  a  large  part  of 
existing  street  railway  lines,  final  power  of  rate  regulation  has 
passed  from  the  states  to  the  federal  Commission.  If  the  con- 
tention of  the  Steubenville,  East  Liverpool  Company  is  sus- 
tained, then  such  power  has  passed  as  to  every  such  line  which 
has  or  can  secure  an  interstate  connection.  If  the  Commission 
has  jurisdiction  to  declare  intrastate  interurban  fares  discrimi- 
natory on  the  ground  that  it  injures  an  interstate  carrier  to 
lose  money — and  hence  interstate  commerce — it  would  seem 
certain  that  it  hurts  just  as  much  to  lose  it  in  the  city  as  in 
the  country.  Accordingly,  if  loss  is  the  basis  of  jurisdiction, 
the  Commission  may  hold  that  the  rule  laid  down  in  the  Omaha 
case  has  disappeared  under  the  effect  of  section  13  (4),  which 
is  what  the  Steubenville,  East  Liverpool  Company  claims. 

"It  may  be  regarded  as  certain  that  street  railroads  which 
come  within  the  rule  as  finally  laid  down  will  speedily  create 
situations  which  will  call  for  the  extension  to  their  full  limits 
of  the  principles  involved  in  the  decisions  made.  Accordingly, 
if  the  Wheeling  decision  stands,  busy  days  would  seem  to  be 
ahead  for  the  federal  Commission. 

"It  is  understood  that  the  Ohio  cities  will  shortly  file  a  mo- 
tion for  rehearing  in  the  case  referred  to.  Under  the  rules  of 
the  Commission  such  motion  would  come  before  the  full  Com- 
mission. In  view  of  the  effect  which  the  decision  will  have,  if 
it  stands,  in  derogation  of  state  power  of  regulation  over  street 
railroad  rates,  I  shall,  unless  otherwise  directed,  file  an  inter- 
vening motion,  in  support  of  the  motion  of  said  cities,  in  which 
I  shall  urge  that,  under  the  decision  of  the  Supreme  Court  in 
the  Omaha  case,  and  under  the  law  as  it  stands,  the  Commis- 
sion has  no  jurisdiction  over  lines  of  the  character  of  those 
involved,  and  that,  even  if  it  has  jurisdiction,  such  jurisdiction 
does  not  extend  to  the  point  of  enabling  it  to  prescribe  intra- 
state rates  for  the  purpose  of  increasing  the  revenue  of  street 
railroad  carriers." 


INTRASTATE  CASES  IN  SUPREME  COURT 
Appeals  growing  out  of  the  Commission's  orders  in  the 
New  York  and  Minnesota  intrastate  passenger  fare  cases  have 
reached  the  United  States  Supreme  Court.  The  New  York  case 
is  that  of  the  attorney-general  of  New  York  and  the  state  of 
New  York  against  the  United  States  and  the  Commission  in 
which  a  lower  federal  court  sustained  the  Commission's  findings. 
A  motion  to  advance  this  case  was  filed  in  the  Supreme  Court 
April  11  by  John  E.  Benton,  general  solicitor  for  the  National 
Association  of  Railway  and  Utilities  Commissioners.  The  Rail 
road  &  Warehouse  Commission  of  Minnesota  filed  three  appeals 
in  the  Minnesota  rate  case. 


STATE    RATE   ORDERS   AMENDED 

The  Commission  has  finished  the  routine  work  of  serving 
on  the  carriers  concerned  the  modification  in  its  state-rate  de- 
cisions, which  says  that  nothing  in  the  order  is  to  be  construed 
as  requiring  any  carrier  to  establish  or  maintain  any  rate,  fare 
or  charge  on  intrastate  business  greater  than  the  contempora- 
neous interstate  rate,  fare  or  charge.  There  have  been  nineteen 
such  modifications,  the  text  of  which  was  published  In  The 
Traffic  World  of  April  9.  The  modification  in  each  is  the  same 
as  that  in  the  South  Carolina  order  therein  published. 


APPLICATION   FOR   LOAN   DENIED 

The  Commission  has  denied  an  application  of  the  Cape 
Girardeau  Northern  Railway  Company  of  Missouri  for  a  loan 
of  $250,000  on  the  ground  that  the  prospective  earning  power  of 
the  company  does  not  justify  authorization  of  the  loan.  The 
company  asked  originally  for  $300,000.  but  later  cut  the  request 
to  $250.000.  Out  of  a  total  mileage  of  110.9  miles,  the  Commis 
sion  said  only  9.8  miles  are  being  operated,  and  that  the  greater 
part  of  the  road  Is  unsafe  for  operation.  From  June  30.  1S14.  to 
February,  1920,  the  Commission  said,  operating  results  "reflect 
a  continuous  history  of  deficits  in  net  income." 
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PAYMENTS  TO  CARRIERS 

The  Traffic  World  Washington  Bureau 

The  Treasury  Department,  April  13,  announced  the  payment 
of  the  following  amounts  to  railroads  on  partial  payment  cer- 
tificates issued  by  the  Commission: 

Apalachicola  Northern  Railroad  Company $        6,000.00 

Atlantic  Coast  Line  Railroad  Company 2,400,000.00 

Central  of  Georgia  Railway  Company 475,000.00 

Georgia  Northern  Railway  Company 4,000.00 

Nashville,  Chattanooga  &  St.  Louis  Railway 150,000.00 

Pittsburgh  &  Lake  Brie  Railroad  Company 3,000,000.00 

Sylvania  Central   Railway  Company 10,000.00 

Texas    Midland    Railroad 100,000.00 

Wadley  Southern    Railway   Company 50,000.00 

Western  Allegheny   Railroad   Company 45,000.00 


Railway  Company  under  partial  payment  certificates  issued  by 
the  Commission. 

The  payment  of  $200,000  to  the  Fort  Dodge,  Des  Moines  & 
Southern  Railroad  Company  as  a  loan  from  the  revolving  fund 
also  was  announced. 

A  certificate  for  a  partial  payment  of  $375,000  to  the  Mobile 
&  Ohio  was  issued  by  the  Commission  April  8. 


Total    $6,240,000.00 

Total    payments   to   April   12   under   the   transportation   act 
were  announced  as  follows: 

(a)  Under  Section  204,  for  reimbursement  of  deficits 

during   Federal    Control $         956,754.60 

(b)  Under  Section  209: 

(1)  To  carriers  to  which  final  payment  of  the 

guaranty  has  been  made  under  para- 
graph (g),  including  previous  advances 
under  paragraphs  (h)  and  (i) 1,311,700.63 

(2)  For    advances    under    paragraphs    (h)    and 

(i)  to  carriers  as  to  which  a  certificate 
for  final  payment  has  not  been  received 
by  the  Treasury  from  the  Interstate 
Commerce  Commission  263,235,874.90 

(c)  Under   Section   212: 

tl)  For  partial  payments  in  respect  to  the 

guaranty  provided  in  Section  209.......  116,729,990.05 

(2)  For  partial  payments  in  respect  to  the 
reimbursement  for  deficits  during  the 
period  of  federal  control  provided  in 
Section  204 418,000.00 

(d)  Under  Section   210,  for  loans  from  the   revolving 

fund    of   $300,000,000    therein   provided 1«2,425,137.00 


Total    $575,077,456.28 

Announcement  of  the  issuance  of  a  number  of  partial  pay- 
ment certificates  and  also  certificates  for  reimbursement  of  de- 
ficits under  section  204  of  the  transportation  act  was  made  by 
the  Commission  late  April  7.  The  partial  payment  certificates 
follow:  Minneapolis,  St.  Paul  &  Sault  Ste.  Marie,  $1,400,000; 
Minnesota  &  International  Railway,  $150,000;  Georgia,  Florida 
&  Alabama,  $40,000;  receivers  Gainesville  Midland  Railway,  $25,- 
000;  Big  Fork  &  International  Falls,  $25,000;  Montana  Western 
Railway,  $3,000. 

Under  section  204,  the  Commission  issued  certificates  to 
the  receiver  of  the  Knoxville,  Sevierville  &  Eastern  Railway  Com- 
pany, the  Shearwood  Railway  Company  and  the  Ettrick  &  North- 
ern Railroad  Company. 

In  issuing  the  certificates  for  the  Knoxville,  Seviersville  & 
Eastern,  the  Commission  stated  that  $16,000  was  due  the  carrier 
but  that  the  company  owes  the  government  $9,540.87  on  account 
of  traffic  balances  or  other  indebtedness,  and  that  the  amount 
payable  to  the  carrier  therefore  is  $6,459.13. 

The  certificate  issued  to  the  Shearwood  Railway  Company 
stated  that  the  full  amount  payable  under  section  204  was  $11,- 
L'98.61  and  that  a  certificate  for  $9,540.33,  subject  to  a  deduction 
of  $1,258.02  on  account  of  indebtedness  to  the  government,  was 
issued  June  25,  1920.  The  amount  now  payable  to  the  carrier 
under  the  certificate  is  $1,758.28. 

In  the  case  of  the  Ettrick  &  Northern,  the  Commission  found 
the  total  due  it  under  section  204  was  $11,410.94  and  that  the 
carrier  owes  the  government  $3,308.96,  leaving  $8,101.98  now  due 
the  carrier. 

Partial  payments  have  been  made  by  the  Treasury  Depart- 
ment to  the  Gulf,  Florida  &  Alabama  for  $370,000  and  to  the 
Charleston  Terminal  Company  for  $50,000.  A  payment  of  $37,000 
was  made  to  the  Houston  &  Brazos  Valley  Railway  Company 
under  a  certificate  issued  by  the  Commission  on  an  application 
made  during  the  guaranty  period  for  an  advance  payment  on  the 
guaranty.  The  Treasury  also  announced  the  payment  of  $106  000 
to  the  Virginia  Blue  Ridge  Railway  Company  under  a  loan  cer- 
tificate issued  by  the  Commission. 

A  partial  payment  certificate  for  $32,000  was  issued  by  the 
Commission  April  11  to  the  Apalachicola  Northern  Railroad  Com- 
pany. 

Issuance  of  partial  payment  certificates  to  the  following 
railroads  was  announced  by  the  Commission  April  12:  Atlantic 
Coast  Line,  $2,400,000;  Nashville,  Chattanooga  &  St.  Louis  $150- 
000;  Texas  Midland,  $100,000;  Apalachicola  Northern,  $6,000- 
Western  Allegheny,  $45,000. 

The  Treasury  Department  announced  payment  on  account 
of  the  guaranty  of  $375,000  to  the  Mobile  &  Ohio;  of  $32,000  to 
the  Apalachicola  Northern,  and  of  $3,000  to  the  Rapid  City, 
Black  Hills  &  Western.  The  latter  payment  was  on  a  certificate 
issued  by  the  Commission  on  an  application  for  an  advance  pay- 
ment on  the  guaranty  made  during  the  guaranty  period. 

The  Treasury  Department,  April  9,  announced  the  payment 
$1,400,000  to  the  Minneapolis,  St.  Paul  &  Sault  Ste.  Marie  Rail- 
way Company  and  $150,000  to  the  Minnesota  &  International 


REVENUE  FREIGHT  LOADING 

The  Traffic  World   Washington  Bureau 

Tabulations  of  reports  received  by  the  car  service  division 
of  the  American  Railway  Association  from  the  railroads  of  the 
country  show  a  decline  of  21,210  cars  in  the  number  loaded 
with  revenue  freight  for  the  week  which  ended  April  2,  com- 
pared with  the  previous  week.  The  total  for  the  week  was 
666,642  cars,  which  was  also  a  decrease  of  192,185,  compared 
with  the  corresponding  week  in  1920  and  21,925  below  the  total 
for  the  corresponding  week  in  1919. 

The  principal  decrease  was  in  the  number  loaded  with  coal, 
the  total  for  the  week  being  only  109,284,  or  12,905  cars  below 
the  total  for  the  previous  week.  This  was  due  in  part  to  the 
observance  of  Mitchell  Day,  April  1,  in  the  coal  fields.  The 
total  for  the  week  was  also  more  than  59,000  cars  below  that 
for  the  corresponding  week  in  1920. 

With  the  exception  of  grain  and  grain  products,  which 
showed  a  slight  increase,  decreases  were  renorted  in  the  loading 
of  all  other  classes  of  freight,  compared  with  the  previous  week. 
Next  to  coal,  the  greatest  loss  was  reported  in  the  loading  of 
merchandise  and  miscellaneous  freight,  which  fell  off  4,000  cars. 
This  is  the  first  decrease  in  the  loading  of  this  class  of  freight 
since  January  1  last.  A  reduction  of  2,600  cars  was  also  re- 
ported in  the  loading  of  forest  products,  while  ore  dropped  970 
cars. 

Reports  also  showed  decreases  in  the  loading  of  each  class 
of  revenue  freight  the  week  of  April  2,  compared  with  the  cor- 
responding week  in  1920,  except  grain  and  grain  products.  Com- 
pared by  districts,  the  number  of  cars  loaded  in  each  region 
was  under  that  for  the  preceding  week  except  in  the  central 
and  southwestern  districts.  Decreases,  however,  were  shown  in 
all  districts  compared  with  the  corresponding  week  in  1920. 

The  detail  loading  figures  for  the  week  ending  April  2,  and 
the  corresponding  week  of  1920,  follow: 

Eastern  district:  Grain  and  grain  products,  5,357  and  5,533; 
live  stock,  2,299  and  2,846;  coal,  27,930  and  43,198;  coke,  964  and 
3,853;  forest  products,  5,846  and  7,490;  ore,  367  and  3,366; 
merchandise,  L.  C.  L,.,  54,623  and  38,176;  miscellaneous,  62,351 
and  106,193;  total,  1921,  159,755;  1920,  210,655;  1919,  163,744. 

Allegheny  district:  Grain  and  grain  products,  2,294  anil 
2,506;  live  stock,  2,455  and  2,858;  coal,  32,028  and  50,382;  coke, 
2,5]  4  and  8,243;  forest  products,  2,370  and  3,712;  ore,  1,233  and 
5,865;  merchandise,  L.  C.  U,  41,032  and  43,461;  miscellaneous, 
46,661  and  74,892;  total,  1921,  130,587;  1920,  191,919;  1919,  145,503. 

Pocahontas  district:  Grain  and  grain  products,  145  and  70; 
live  stock,  63  and  42;  coal,  12,799  and  21,086;  coke,  57  and  597; 
forest  products,  1,398  and  1,623;  ore,  36  and  222;  merchandise, 
L.  C.  L.,  2,513  and  155;  miscellaneous,  5,656  and  7,149;  total,  1921, 
22,667;  1920,  30,944;  1919,  29,133. 

Southern  district:     Grain  and  grain  products,  3,086  and  3,535; 
live  stock,  1,719  and  2,208;  coal,  16,414  and  21,713;  coke,  492  and 
141;   forest  products,  12,850  and  17,705;   ore,  782  and  2,325;  mer- 
chandise, L.  C.  L.,  38,054  and  26,734;    miscellaneous,  37,851  and. 
56,632;    total,  1921,  111,248;    1920,  130,993;    1919,  111,225. 

Northwestern  district:  Grain  and  grain  products,  8,376  and 
8,600;  live  stock,  6,530  and  7,623;  coal,  4,293  and  7,068;  coke,  566 
and  1,390;  forest  products,  14,561  and  19,834;  ore,  802  and  1,975; 
merchandise,  L.  C.  L.,  27,499  and  22,347;  miscellaneous,  24,619 
and  42,034;  total,  1921,  87,246;  1920,  110,871;  1919,  103,177. 

Central  Western  district:  Grain  and  grain  products,  9,550 
and  8,028;  live  stock,  8,605  and  10,006;  coal,  12,194  and  19,135; 
coke,  143  and  479;  forest  products,  3,569  and  5,834;  ore,  1,804 
and  2,995;  merchandise,  L.  C.  L.,  30,930  and  24,942;  miscellaneous, 
31,974  and  48,418;  total,  1921,  98,769;  1920,  119,837;  1919,  89,293. 
Southwestern  district:  Grain  and  grain  products,  4,546  and 
3,644;  live  stock,  1,913  and  2,587;  coal,  3,626  and  6,094;  coke,  126 
and  173;  forest  products,  6,299  and  7,985;  ore,  484  and  668; 
merchandise,  L.  C.  L.,  16,593  and  16,666;  miscellaneous,  22,783 
and  25,791;  total,  1921,  56,370;  1920,  63,608;  1919,  46,492. 

Total,  all  roads:  Grain  and  grain  products,  33,354  and 
31,916;  live  stock,  23,584  and  28,170;  coal,  109,284  and  168,676; 
coke,  4,862  and  14,876;  forest  products,  46,911  and  64,183;  ore, 
5,508  and  17,416;  merchandise,  L.  C.  L..  211,244  and  172,181; 
miscellaneous,  231,895  and  361,109;  total  1921,  666,642;  1920; 
858,827;  1919,  688,567. 

L.  C.  L.  merchandise  loading  figures  for  1921  and  1920  aiv 
not  comparable  as  some  roads  are  not  able  to  separate  their 
L.  C.  L.  freight  and  miscellaneous  of  1920.  Add  merchandise 
and  miscellaneous  figures  to  get  a  fair  comparison. 

';_ 

1 

You  can  get  the  day's  important  traffic  news  every 
working  day  in  the  year  through  THE  DAILY 
TRAFFIC  WORLD. 
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CAR  SURPLUS  AND  SHORTAGE 

The  Traffic  World  Waihixalon  Burtau 

The  detailed  car  surplus  and  shortage  figures  for  the  period 
March  23  to  31,  inclusive,  when  the  average  daily  surplus  was 

!M)4  cars,  as  compared  with  459,411  cars  In  the  week  ending 
li  22  (see  Traffic  World,  April  9),  follow: 

l!n\,  171,119;  ventilated  box,  1,486;  auto  and  furniture,  8,134; 
Hat,  l.r,,^S6;  gondola,  166.225;  hopper,  88,830;  all  coal  (hopper 
and  Kimdola),  255,055;  coke,  11,017;  S.  D.  stock,  22,080;  D.  D. 

k,  l.LML';  refrigerator,  7,795;  tank,  1,708;  miscellaneous,  982; 
total,  495,90-1. 

The  average  daily  shortage  of  123  was  made  up  of  the  fol- 
lowing classes  of  equipment:  Box,  26;  flat,  15;  gondola,  5;  hop- 
per. 3;  S.  D.  stock,  7;  D.  D.  stock,  47;  refrigerator,  17;  miscel- 
laneous, 3;  total,  123. 

The  increase  in  the  number  of  surplus  cars  was  attributed 
"entirely  to  the  falling  off  in  coal  shipments,"  in  a  statement 
issued  by  the  Association  of  Railway  Executives.  "Of  the  total 
surplus  slightly  more  than  half,  or  255,055,  consists  of  coal  cars, 
compared  with  172,850  on  March  1,"  the  association  said.  "A 
steady  decline  in  the  number  loaded  with  coal  has  been  reported 
each  week,  the  total  for  the  week,  which  ended  on  March  26, 
being  122,189,  the  smallest  number  ever  loaded  in  one  week  in 

it    railroad  history. 

"Reports  also  show  an  increase  in  the  number  of  surplus 
box  cars,  the  total  on  March  31  being  171,119,  or  6,900  more  than 
on  March  23.  It  is,  however,  about  2,400  below  the  total  on 
Ma roh  1,  there  having  been  a  reduction  in  the  box  car  surplus 
during  the  first  half  of  the  month. 

"Increases  in  the  surplus  for  all  classes  of  cars,  compared 
with  March  23,  were  shown  in  all  except  the  Pocahontas  and 
Southern  Districts.  The  former  broke  even  while  the  latter 
showed  a  decrease  of  3,000.  In  the  Eastern  District  there  was 
an  increase  of  13,000;  Allegheny,  5,000;  Northwestern,  6,000; 
Central  Western,  11,000,  and  South  Western,  4,000  cars." 

The  car  surplus  jumped  to  507,427  cars  the  week  ending 
Apiil  8— an  increase  of  11,523  over  the  preceding  week,  accord- 
ing to  a  compilation  completed  April  15  by  the  American  Railway 
Association.  This  exceeds  by  over  forty  thousand  cars  the  high- 
est previous  surplus. 


PACKERS'   PLAN   ADOPTED 

The  Traffic  World  Washington  Bureau 

A  plan  under  which  Armour  &  Company  and  Swift  &  Com- 
pany are  to  dispose  of  their  interests  in  stock  yards  and  stock 
yard  terminal  railroads,  has  been  approved  by  the  Department 
of  Justice  and  by  Justice  Stafford  of  the  Supreme  Court  of  the 
District  of  Columbia.  The  court  was  brought  into  the  case  when 
the  packers  consented  to  a  decree  requiring  them  to  get  rid 
of  their  stock  yards  and  their  stock  yard  terminal  railroads. 

The  two  packers  are  to  deliver  their  stock  in  the  yards  and 
terminal  companies  to  the  Illinois  Trust  and  Savings  Bank  at 
Chicago,  within  thirty  days,  for  administration  by  two  trustees, 
Harry  W.  Anderson,  of  Richmond,  Va.,  and  George  Sutherland, 
former  Senator  from  Utah.  They  are  to  dispose  of  the  stock 
within  a  year. 

When  the  Department  of  Justice  had  agreed  to  the  plan  sug- 
gested by  the  packers,  Justice  Stafford  approved  it  almost  pro 
forma  because  the  disposition  of  the  case  was  by  consent  and 
not  as  a  result  of  litigation.  His  only  interest,  he  said,  was 
to  see  that  the  plan  itself  did  not  provide  for  the  violation  of 
any  law. 

The  plan  adopted  by  the  Department  of  Justice  and  the 
packers  w;is  the  third  that  had  been  formulated.  Two  prior 
plans  were  rejected  by  the  Department  of  Justice,  the  head  of 
which  then  was  A.  Mitchell  Palmer.  Attorney-General  Daugherty 
accepted  the  first  one  that  was  presented  after  he  came  into 
office.  Its  principal  features  had  been  worked  out,  however, 
before  he  assumed  office. 


DECENTRALIZATION  OF  LABOR  COSTS 

Present  railway  rates  are  so  high  as  to  threaten  to  stifle 
traffic,  J.  H.  Tregoe,  executive  secretary  of  the  National  Associa- 
tion of  Credit  Men,  says  in  a  letter  to  the  33,000  manufacturers, 
wholesalers,  and  bankers  comprised  in  the  association's  member- 
ship. Mr.  Tregoe  urges  that  the  transportation  act  be  amended 
so  that  the  control  of  labor  costs  may  be  decentralized.  His 

!    letter  says: 
"The  traveling  public  and  shippers  are  finding  present  tariff 
rates  burdensome.     A  student  of  traffic  tells  us  that  the  freight 
;    rates  have  advanced  110  per  cent.    The  traveler  appreciates  that 
.    passenger  rates  have  similarly  advanced.     We  say  emphatically 
that  rates  are  to  high  for  the  encouragement  of  traffic,  that  they 
even   tend   to  stifle   traffic.     Freight  cars   in   large  numbers  are 
!    idle.     Railroads  are  asking  how  can  tonnage  be  increased.     The 
public  is  asking  how  the  rates  can  be  decreased. 

"The  nation's  prosperity  is  closely  allied  to  the  prosperity 
1  of  its  carriers.  Stifle  the  carriers  and  commerce  will  suffer. 
i  Defend  the  carriers  and  commerce  will  be  vitalized.  The  lower- 


ing of  traffic  rates  can  only  be  accomplished  by  a  lowering  of 
operating  costs.  The  onus  for  high  operating  costs  Is  being  placed. 
In  some  directions,  on  officials  of  the  railways.  That  this  Is  not  a 
just  treatment  of  the  subject  is  clear  when  we  find  labor  receiv- 
ing as  much  as  70  per  cent  of  the  income  of  a  railway.  Under 
such  pressure  there  is  no  way  in  the  world  to  keep  operating 
costs  within  a  reasonable  proportion  of  the  Income.  The  operat- 
ing costs  are  far  too  high,  and  to  lower  them  there  must  be  re- 
turned to  the  railways  the  power  to  control  their  operating  costs 
just  as  private  enterprises  can  control  their  costs.  The  fact  that 
government  has  regulated  the  railways  and  Imposed  too  large  a 
burden  upon  them  is  reflected  in  the  small  capital  savings  since 
1917.  Government  regulation  has  indeed  taken  the  very  heart 
out  of  railway  profits. 

"The  transportation  act  should  be  amended  so  that  the  con- 
trol of  labor  costs  may  be  decentralized.  We  urge  the  readers  of 
this  letter  to  communicate  to  their  Representatives  and  Senators 
at  Washington,  demanding  that  the  necessary  steps  be  taken  to 
permit  railroads  to  have  reasonable  control  and  discipline  over 
employs  and  make  it  possible  for  them  to  Install  those  methods 
of  regulation  that  have  been  found  so  essential  for  the  conduct 
of  a  healthy  service  rendering  industry-" 


MONTANA  LAND  PATENT 

The  Traffic  World  Washington  Bureau 

The  U.  S.  Supreme  Court,  April  11,  reversed  the  Circuit 
Court  of  Appeals  for  the  Ninth  Circuit  in  No.  325,  The  United 
States  vs.  Northern  Pacific  Railway  Company,  a  suit  brought 
by  the  United  States  to  cancel  a  patent  Issued  to  the  railway 
company  for  5,681.76  acres  of  land  in  Montana,  the  asserted 
ground  for  such  relief  being  that  the  land  officers  issued  the 
patent  through  inadvertence  and  mistake.  The  company  won 
the  case  in  the  lower  courts  and  the  government  appealed. 

In  reversing  the  lower  court,  the  U.  S.  Supreme  Court  re- 
manded the  case  to  the  District  Court  with  directions  to  accord 
the  parties  a  reasonable  opportunity,  on  further  hearing,  to 
supplement  and  perfect  the  showing  made  in  the  present  record, 
if  either  or  both  are  so  disposed;  if  the  parties  avail  themselves 
of  that  opportunity,  the  lower  court  is  directed  to  proceed  to 
an  adjudication  of  the  suit  upon  the  record  as  thus  supple- 
mented. If  the  parties  do  not  avail  themselves  of  that  oppor- 
tunity, the  lower  court  is  directed  to  cancel  the  patent  without 
prejudice  to  the  right  of  the  company  to  have  the  question  of 
the  asserted  deficiency  in  the  grant  determined  by  the  Land 
Department  and  to  have  present  selection  sustained  and  given 
full  effect,  if  the  grant  was  deficient  when  a  temporary  with- 
drawal of  the  lands  was  made  by  the  Secretary  of  the  Interior 
in  1904. 


MISSOURI  OVERCHARGE  CASE 

The  Traffic  World  Washington  Bureau 

In  No.  265,  The  Missouri  Pacific  Railway  Company  vs.  Mc- 
Grew  Coal  Company,  the  United  States  Supreme  Court,  April 
11,  affirmed  the  holding  of  the  Supreme  Court  of  Missouri  in 
that  case. 

The  Court  said  that  in  the  action,  which  was  brought  by  a 
shipper  under  the  long-and-short-haul  statute  of  Missouri,  a 
judgment  for  the  overcharges  entered  by  the  trial  court  was 
affirmed  by  the  Supreme  Court  of  Missouri. 

The  case  came  to  the  U.  S.  Supreme  Court  on  a  writ  of 
error,  the  railroad  contending  that  the  statute  as  construed 
violates  rights  secured  to  it  by  the  federal  Constitution. 

"The  only  federal  question  which  was  substantial  and  prop- 
erly raised  below  was  decided  adversely  to  the  railroad's  conten- 
tion in  Missouri  Pacific  Railway  Company  vs.  McGrew  Coal  Co., 
224  U.  S.  191,  a  case  between  the  same  parties  and  involving  trans- 
actions precisely  similar,"  the  Court  said.  "The  objection  now 
made,  that  the  shipper  did  not  pay  freight  charges  and,  there- 
fore, was  not  damaged,  raised  no  substantial  federal  question 
but  a  question  of  state  law,  which  we  have  no  Jurisdiction  to 
review.  See  Osborne  vs.  Gray,  241  U.  S.  16,  20." 


BOOK   BY  KARL  K.  GARTNER 

Karl  Knox  Gartner,  author  of  a  series  of  articles  published 
in  The  Traffic  World  in  1920  on  the  changes  made  by  the  trans- 
portation act  in  the  act  to  regulate  commerce,  has  assembled 
those  articles  in  book  form  and  the  volume,  "Commentaries  on 
the  Interstate  Commerce  Act,"  is  published  by  the  Traffic  Pub- 
lishing Company,  New  York.  An  appendix  contains  the  present 
and  the  former  act  in  parallel  columns,  section  for  section.  The 
articles  indicate  the  changes  that  were  made  In  the  act,  discuss 
how  such  changes  might  operate,  and  suggest  further  changes 
that  might  be  made.  With  the  appendix  and  a  copious  index, 
they  make  a  complete  reference  book  on  the  law  under  which 
the  Interstate  Commerce  Commission  functions.  The  author, 
in  his  foreword,  ventures  the  hope  that  special  consideration 
will  be  given  by  readers  to  his  recommendations  for  further 
amendments  to  the  interstate  commerce  act. 
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N.  P.  AND  G.  N.  BONDS 


Tkt  Traffic  World  Washington  Bureau 

Hearing  was  held  before  the  Commission,  April  11,  on  the 
application  of  the  Great  Northern  and  the  Northern  Pacific  for 
authority  to  issue  and  sell  $230,000,000  of  joint  15-year,  6% 
per  cent  convertible  gold  bonds  to  meet  the  maturity  of  $215,- 
227  000  of  the  applicant's  joint  4  per  cent  bonds,  due  July  1. 
C  W  Bunn,  general  counsel  of  the  Northern  Pacific,  went  over 
the  terms  of  the  application.  (See  Traffic  World.  April  2,  p. 

734  ) 

George  P.  Whitney,  of  J.  P.  Morgan  &  Co.,  told  the  Com- 
mission of  the  conditions  that  would  surround  the  marketing 
of  the  bonds.  He  said  if  the  market  did  not  get  any  worse,  the 
applicants  probably  could  realize  from  90  to  91%  Per  cent  of 
par  and  that  the  bonds  could  be  disposed  of  to  the  public  at 
about  96%.  The  difference  between  what  the  applicants  would 
realize  and  what  the  public  would  pay  would  go  to  the  bank- 
ing syndicate  and  the  distributors  of  the  bonds.  He  estimated 
that  the  actual  cash  obtained  from  the  sale  of  the  bonds  at  91 
would  be  approximately  $210,000,000,  leaving  something  over 
$5,000,000  for  the  applicants  to  raise  in  cash  to  meet  the  matur- 
ing bonds. 

Mr.  Whitney  said  the  bonds  should  appeal  to  three  classes 
of  Investors — the  present  holders  of  the  joint  4's,  institutional 
investors,  and  small  investors. 

Commissioner  Hall  inquired  as  to  how  the  5  per  cent  spread 
between  what  the  bonds  would  bring  on  the  market  and  what 
the  railroads  would  get  would  be  divided.  Mr.  Whitney  said  no 
definite  plans  had  been  formulated  for  floating  the  bonds  and 
that  he  could  not  tell  just  how  the  5  per  cent  would  be  dis- 
tributed. He  said,  however,  that  distributors  of  bonds — that  is, 
the  firms  or  persons  placing  the  bonds  directly  with  the  public 
—had  been  Retting  from  3%  to  4%  per  cent,  depending  on  con- 
ditions at  the  time  bonds  were  offered  for  sale.  The  banking 
syndicate  that  would  agree  to  take  the  issue  at  90  or  91%,  he 
said,  would  get  what  was  left  of  the  margin  between  those 
amounts  and  the  figure  at  which  the  bonds  were  disposed  of  to 
the  public  after  the  distributing  agents  had  received  their  com- 
missions. 

"This  is  the  largest  piece  of  corporate  financing  that  has 
ever  been  undertaken,"  said  Mr.  Whitney,  "and  it  is  being  done 
at  a  time  of  unfortunate  market  conditions." 

Commissioner  McChord  asked  whether  it  would  not  have 
been  wise  for  the  applicants  to  have  proposed  to  the  holders 
of  the  joint  4's  that  these  bonds  be  extended  for  from  two  to 
five  years  at,  say,  7  per  cent  interest,  in  order  to  bridge  over 
the  unfavorable  marketing  conditions  of  the  present  and  the 
payment  of  a  high  rate  of  interest  over  a  long  period  of 
time.  He  said  he  believed  such  a  proposition  should  have  been 
put  up  to  the  bondholders.  Mr.  Whitney  replied  that  if  such 
a  plan  could  have  been  carried  out,  no  doubt  it  would  have  been 
wise  to  do  that 

The  total  cost  to  the  railroads  of  the  proposed  issue  would 
be  approximately  7.45  per  cent,  Mr.  Whitney  said. 

E.  B.  Sweezy,  vice-president  of  the  First  National  Bank  of 
New  York,  said  he  believed  the  proposed  charge  of  approximately 
5  per'  cent  for  placing  the  issue,  under  existing  circumstances, 
was  reasonable.  He  said  the  cost  of  distribution  would  be  at 
least  2  per  cent  and  probably  more.  In  reply  to  Commissioner 
Potter  on  a  question  of  whether  bankers  generally  desired  to 
keep  interest  rates  up,  Mr.  Sweezy  said  it  would  be  better  for 
the  bankers  if  interest  rates  came  down. 

The  hearing  was  concluded  by  the  Commission  April  11,  with- 
out any  oppositon  developing  to  the  proposed  issues.  Statistics 
showing  the  financial  condition  of  the  two  companies  were  sub- 
mitted by  Howard  Elliott,  chairman  of  the  Northern  Pacific,  and 
Raloph  Budd,  president  of  the  Great  Northern.  Additional  testi- 
mony as  to  the  practicability  of  the  proposed  plan  for  meeting  the 
maturity  of  the  $215,227,000  of  joint  4  per  cent  bonds  due  July 
1  was  given  by  John  E.  Oldham,  representing  an  investment 
banking  house  of  Boston,  and  Harry  L.  Stuart,  of  Chicago,  repre- 
senting a  bond  house  of  that  city. 


the  other  roads  combating  the  N.  Y.  C.'a  proposal.  He  said 
hat  the  Pennsylvania,  the  B.  &  O.,  and  other  lines  already 
possessed  facilities  in  the  vicinity  of  these  properties  and  that 
a  natural  regard  for  the  existing  business  would  prevent  such 
lines  from  expanding  the  Chicago  Junction  and  the  C.  R.  ft 
properties  in  the  way  that  the  present  state  of  the  business 


N.  Y.  C.  PURCHASE  OF  SWITCHING  LINES 

Belt  and  terminal  lines  which  are  used  jointly  by  a  number 
of  trunk  lines  are  never  as  efficiently  managed  under  joint 
ownership  as  under  the  control  of  a  single  trunk  line,  according 
to  the  testimony  introduced  by  George  Hanauer,  vice-president 
of  the  Indiana  Harbor  Belt  Line,  at  the  hearing  on  Finance 
Docket  No.  1165,  which  is  the  request  of  the  New  York  Central 
to  obtain  control  of  the  Chicago  Junction  and  the  Chicago  River 
&  Indiana  roads,  before  Director  Colston  and  Attorney-Examiner 
Clarke,  In  Chicago,  April  8.  "We  have  a  concrete  example  of 
this  on  our  line,"  said  Mr.  Hanauer.  "Although  the  Indiana 
Harbor  Belt  is  only  15  years  old,  it  has  already  progressed  to 
a  stage  where  It  loads  more  cars  than  any  other  line  in  the 
outer  belt  of  the  Chicago  switching  district  except  the  Elgin, 
Joliet  ft.  Eastern." 

While  insisting  that  the  properties  of  the  Chicago  Junction 
and  the  C.  R.  &  I.  would  be  benefited  by  being  taken  over  by 
the  N.  Y.  C.,  the  witness  said  the  same  would  not  be  true  if 
they  were  taken  over  by  the  Pennsylvania  or  one  or  more  of 


that  would  accrue  to  the  switching  lines  on 
becoming  part  of  the  great  N.  Y.  C.  system  were  also  described 
by  the  witness.  He  said  that  merely  belonging  to  that  system 
would  give  them  reservoirs  of  equipment  and  man  power  which 
they  could  not  otherwise  possess  and  that  team  tracks 
L  C.  L.  freight  houses  which  the  N.  Y.  C.  were  Planning  to 
build  along  the  lines  would  greatly  increase  shipping  facilities. 

In   addition   to   this,   he   said,  the   business    that   would   be 
moved  from  the  Chicago  Junction  and  C.  R.  &  I.  to  the  Indiana 
Harbor,  such  as  classification,  would  relieve  the  congestion  on 
those  lines  and  benefit  the  Indiana  Harbor,  which  is  controlle 
by  the  N   Y   C   and  can  easily  accommodate  the  additional  wor 

After  five   days   of   testimony,   the   hearing   was   adjourned 
April  9,  until  such  time  as  shall  be  set  by  the  Commission  f 
further  hearing.    Attorneys  for  the  New  York  Central  requested 
that  this  be  set  as  soon  as  possible,  preferably  within  two  weeks 
and  the  requests  of  the  opposing  shippers  and   railroads   were 
for  a  postponement  of  at  least  three  weeks.     Luther  M.  Walter, 
attorney  for  opposing  carriers,  said  he  could  not  possibly  pit 
pare  his  case  in  less  than  a  month. 

Mr.  Walter  spent  most  of  the  last  session  cross-exammi 
George  Hanauer,  vice-president  and  general  manager  of  the  Indi- 
ana Harbor  Belt.  Line,  regarding  the  relations  between  his  road 
and  the  N.  Y.  C.,  by  which  it  is  controlled.  He  discovered  that  the  I 
H.  B.  paid  no  per  diem  on  cars  belonging  to  the  N.  Y.  C    on  it 
lines,  but  Mr.  Hanauer  said  he  stood  ready  to  produce  figures 
to  show  that  the  average  time  for  holding  cars  on  the  I.  t 
was  lower  than  for  any  other  belt  line  in  the  Chicago  switch- 
ing district.    The  witness  said  his  line  had  a  distinct  advantage 
in  being  able  to  draw  from  the  car  supply  of  the  N.  Y.  C.  in 
times  of  emergency. 

Mr.  Colston  called  attention  to  the  ruling  of  the  Commis- 
sion, which  had  been  read  at  the  opening  of  the  hearing,  which 
expressly  stated  that  the  general  terminal  situation  in  Chicago 
was  not  to  be  brought  into  the  proceedings.  Mr.  Walter  insisted. 
however,  that  the  practices  of  the  N.  Y.  C.  on  the  I.  H.  B.  were 
material,  since  they  might  be  taken  as  an!  indication  of  the  policy 
which  it  (the  N.  Y.  C.)  would  follow  on  the  Chicago  Junction 
and  the  I.  H.  B.  He  said  any  practice  which  would  severely 
injure  the  business  of  the  other  trunk  line  carriers  operated  di- 
rectly to  curtail  the  service  to  which  the  public  was  entitled 
and  as  such  the  testimony  came  under  the  heading  of  "public 
interest."  The  Director  then  ruled  that  written  arguments  on 
the  question  would  be  received  by  the  Commission  from  all 
parties  within  ten  days  and  that  answers  could  be  filed  any  time 
afterwards.  A  ruling  would  be  made  before  the  next  hearing,  he 
said,  as  to  whether  evidence  along  these  lines  would  be  admitted. 


S.,  E.  L.  &  B.  V.  TRACTION  CO.  RATES 

The  Traffic  World  Washington  Bureau 

Argument  was  heard  by  the  Commission  April  8  in  No. 
12092,  in  the  matter  of  rates,  fares  and  charges  of  the  Steuben- 
ville,  East  Liverpool  &  Beaver  Valley  Traction  Company,  within 
the  states  of  Ohio  and  Pennsylvania.  The  company  is  seeking 
an  order  from  the  Commission  authorizing  it  to  bring  its  intra- 
state  passenger  fares  up  to  the  leVel  of  its  interstate  charges 
on  the  ground  that  the  present  intrastate  fares,  which  are  pre- 
scribed by  ordinances  of  the  municipalities  through  which  the 
road  passes,  result  in  discrimination  against  interstate  com- 
merce. 

T.  H.  Hogsett,  counsel  for  the  company,  explained  that  the 
company  operates  an  interstate  electric  railway  between  Van- 
port,  Pa.,  and  Steubenville,  O.,  and  that  it  files  tariffs  with  the 
Interstate  Commerce  Commission.  The  revenue  derived  under 
the  ordinance  rates,  he  said,  is  so  low  that  it  is  insufficient 
to  pay  the  operating  expenses  of  the  service  given.  The  com- 
pany is  in  default  on  its  bonded  indebtedness,  he  said. 

Perry  L.  Rigby,  city  solicitor  for  East  Liverpool,  O..  and 
Ralph  Levinson,  city  solicitor  for  Steubenville,  O.,  in  submitting 
their  side  of  the  case,  contended  that  the  Commission  was  with- 
out jurisdiction  to  enter  any  order  changing  the  fares  fixed  by 
franchise  contracts,  and  that  the  transportation  act  did  not  give 
the  Commission  jurisdiction  over  street,  suburban  or  interurban 
electric  railway  rates  of  a  company  of  the  character  such  as 
the  petitioner.  The  point  stressed  by  them  was  that  the  fran- 
chises are  contracts  and  that  the  terms  thereof  can  not  be 
changed  by  the  Commission. 


CHANGE    IN    DOCKET 

Hearing  in  12100,  Beaumont  Chamber  of  Commerce  vs.  Beau-  ( 
mont  Wharf  &  Terminal  Co.  et  al.,  and  12100,  Sub-No.  1,  Beau-  j 
mont  Chamber  of  Commerce  et  al.  vs.  Beaumont,  Sour  Lake  & 
Western  et  al.,  assigned  for  April   16,  at  Beaumont,  was   post- 
poned to  a  date  to  be  hereafter  fixed. 
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CHARTERING  OF  VESSELS 

Tht  Tragic  ll'orlj  Washington  liuriau 

•  .liral  Henson,  cliainnan  of  the  Shipping  Board,  announced 
April  13  that  the  board  had  rejected  a  proposal  from  the  Munnon 
Steamship  Line  for  ili<>  chartering  of  six  Shipping  Board  vessels 
mi  a  bare  boat  charter  plan  because  the  terms  of  the  proposal 
were  not  acceptable.  The  Munson  offer,  however,  revived  In- 
teiest  in  the  adoption  of  a  bare  boat  charter  plan  for  the  assign- 
UK  in  of  Shipping  Board  vessels  to  private  operators,  and  Admiral 
Hi  iison  believes  the  new  board  will  draw  up  a  comprehensive 
boat  charter  plan. 

Tho  Munson  company  offered  to  charter  six  vessels  of  the 
l.aki-  t>pe  on  the  basis  of  50  cents  a  deadweight  ton  a  month, 
the  Shipping  Board  to  stand  the  cost  of  insurance  and  of  repairs. 
It  planned  to  put  the  ships  in  the  West  Indies  trade. 

Admiral  Benson  said  the  board  objected  to  standing  the 
cost  of  the  repairs  and  of  all  insurance.  He  said  the  board  prob- 
ably would  agree  to  pay  hull  and  machinery  insurance,  the 
operator  to  pay  the  cargo  insurance  and  make  all  repairs,  and 
also  agree  to  return  the  ships  in  as  good  condition  as  when 
turned  over  by  the  board. 

The  board  has  to  date  assigned  three  vessels  on  the  bare 
boat  charter  plan.  Two  of  these  were  molasses  tankers  taken  by 
the  Cuba  Distilling  Company  at  the  rate  of  $2.25  a  deadweight 
ton  a  month.  The  other  was  a  Lake  type  vessel  chartered  to 
C.  H.  Sprague  &  Co.  on  the  basis  of  50  cents  a  deadweight  ton 
a  month.  This  vessel  is  being  used  in  the  New  England  coal 
trade. 

Admiral  Benson  said  a  number  of  applications  for  the  char- 
tering of  vessels  on  the  bare  boat  charter  plan  had  been  received 
recently  by  the  board. 


/         GRAIN  VIA  CANAL  TO  ENGLAND 

"A  new  development  in  Canadian  exports  to  England  has 
just  been  inaugurated  by  the  arrival  in  London,  of  the  motor 
ship,  Buenos  Aires,  bearing  a  cargo  of  wheat  sent  from  British 
Columbia  via  the  Panama  Canal,"  says  the  Bureau  of  Markets 
of  the  Department  of  Agriculture. 

"This  is  the  first  commercial  venture  of  the  kind,  though 
not  actually  the  first  time  that  wheat  from  the  Pacific  coast 
was  sent  through  the  Panama  Canal  to  England,  an  experimental 
voyage  having  been  made  in  1918.  At  that  time  the  censorship 
concealed  all  news  of  the  voyage. 

"Some  experts  feared  that  the  rapid  transition  from  the 
temperature  of  northern  latitudes  to  the  heat  of  the  tropics 
would  injure  the  wheat,  particularly  if  it  contained  excessive 
moisture,  thus  rendering  trade  with  the  Canadian  Pacific  coast 
impracticable.  The  wheat  arrived  and  is  being  discharged  in 
excellent  condition,  heating  being  negligible. 

"It  has  been  the  hope  of  Canada  for  many  years  that  wheat 
might  be  exported  by  way  of  the  Pacific  and  via  the  Panama 
Canal.  The  distance  from  the  great  wheat-growing  districts  of 
Alberta  and  Saskatchewan  is  much  less  to  Vancouver  on  the 
Pacific  coast  than  to  the  Atlantic,  thus  giving  some  compensa- 
tion for  the  longer  sea  route." 

The  bureau  points  out  the  advantages  of  shipping  grain 
to  Vancouver  points  from  prairie  points  instead  of  over  the  long 
route  to  some  lake  port  to  be  held  over  each  year  until  the 
lakes  are  open  to  shipping  by  a  comparison  of  distances.  .From 
Calgary  to  Vancouver  the  distance  is  641  miles,  while  from  the 
same  point  to  Fort  William  the  distance  is  1,242  miles;  front 
Red  Deer  to  Vancouver  the  distance  is  738  miles,  while  to  Fort 
Williams  it  is  1,281  miles;  from  Lacombe  to  Vancouver  the  dis- 
tance is  754  miles,  while  to  Fort  William  it  is  1,262  miles;  from 
Edmonton  to  Vancouver  the  distance  is  835  miles,  while  to  Fort 
William  it  is  1,267  miles. 


LINE  FROM  SEATTLE  TO  THE  ORIENT 

The  United  States  Shipping  Board  Steamer  Wenatchea, 
which  sailed  out  of  Puget  Sound,  April  9,  for  the  Orient,  is 
the  first  of  five  new  passenger  and  freight  liners  allocated  by 
the  Shipping  Board  to  the  Admiral  Line  for  the  establishment 
of  an  All-American  line  between  Seattle  and  other  Puget  Sound 
ports  and  Yokohama,  Kobe,  Shanghai,  Hong  Kong  and  Manila, 
with  secondary  service  to  Vladivostok,  Dairen  and  Tsing-tao. 

"For  years  the  commerce  across  the  North  Pacific,  over  the 
shortest  route  between  the  North  American  continent  and  the 
Orient,  has  been  all  but  monopolized  by  foreign  steamship  lines, 
Japanese  and  British  predominating,"  says  the  Pacific  Steam- 
ship Company,  which  operates  the  Admiral  Line.  "The  Wenat- 
chee  is  the  first  American  passenger  liner  to  sail  across  the 
North  Pacific  for  several  years.  Her  sailing,  to  be  followed  at 
intervals  by  her  four  sister  ships,  as  they  are  finished  and  placed 
in  commission,  marks  the  return  of  the  American  flag  in  the 
passenger  business  between  Puget  Sound  gateway  and  the  Orient 
and  a  long  step  toward  Americanizing  the  commerce  of  the  North 
Pacific.  With  all  five  ships  In  commission,  one  will  sail  from 
Puget  Sound,  bound  for  the  Orient,  every  other  Saturday. 

"The  Wenatchee  and  her  sister  ships  are  535  feet  long  and 


72  feet  beam,  the  Wenntchee  being  of  20,«00  ton*  displacement, 
which  will  also  be  the  approximate  tonnage  of  her  •  later  chip*. 
No  expense  wu  spared  by  the  Shipping  Hoard  In  fitting  JUT 
for  passenger  and  freight  service.  Her  pansenger  accommoda- 
tions are  equaled  by  few  vessels  afloat.  She  !•  equipped  with 
the  most  modern  and  efficient  machinery  for  the  handling  of 
cargo.  Demonstrating  her  ability  to  maintain  an  average  speed 
of  17 ft  knots  per  hour  on  her  recent  voyage  from  New  York  to 
Seattle,  to  go  into  Oriental  service,  the  Wenatchee  will  cat  tho 
time  between  Puget  Sound  and  Yokohama  to  ten  days.  Superior 
speed,  passenger  accommodations  and  cargo  handling  equipment 
of  the  Wenatchee,  which  are  also  promised  for  her  four  sister 
ships,  establish  the  new  service  as  powerful  competitors  for 
passenger  and  freight  service  between  Puget  Sound  and  the 
Orient,  the  bulk  of  which  originates  or  terminates  In  the  United 
States. 

"Establishment  of  the  new  All-American  service  makes  pos- 
sible travel  and  shipments  to  and  from  all  parts  of  the  United 
States  and  the  Orient  by  American  carriers  under  the  American 
flag.  All  of  the  American  trans-continental  railways  reach  the 
Puget  Sound  gateway  to  the  Orient,  the  new  service  furnishing 
the  water-link  for  continuous  American  transport. 

"The  Wenatchee  was  welcomed,  on  her  arrival  in  the  Harbor 
of  Seattle,  April  4,  with  a  demonstration  in  which  thousands 
of  people  took  part.  The  vessels  along  the  waterfront,  the  wharf 
structures  and  the  commercial  buildings  were  gay  with  flags; 
every  vessel  siren  and  factory  whistle  shrieked  Its  salute.  Presi- 
dent H.  F.  Alexander,  Vice-president  A.  F.  Halnes,  and  the  of- 
ficers of  the  Wenatchee  were  banqueted  and  otherwise  honored 
by  the  business  men  of  the  city  for,  in  the  establishment  of  the 
new  service,  Seattle  sees  the  realization  of  a  cherlsehed  dream 
—a  greater  commerce  for  the  Puget  Sound  gateway  carried  under 
the  American  flag." 


RATES  ON  COAL  FROM  BOONEVILLE 

An  agreement  between  the  opposing  parties  was  reached 
at  the  hearing  on  No.  12259,  Sergeant  Coal  Co.  et  al.  vs.  Evans- 
ville,  Surburban  &  Newburgh  Railway  et  al.,  which  was  held 
before  Examiner  McQuillan  In  Chicago,  April  14.  The  com- 
plainants alleged  that  the  rates  on  bituminous  coal  from  mines 
owned  by  them  and  located  in  what  is  known  at  the  Booneville 
coal  district  of  Indiana  to  points  in  Illinois,  Wisconsin,  Iowa, 
and  Minnesota  were  unreasonable  and  discriminatory  in  that 
they  exceeded  the  rates  in  effect  from  other  mines  in  the  same 
district  by  40  cents  per  ton.  Reasonable  rates,  based  on  these 
applying  from  the  other  Booneville  mines  were  asked. 

At  the  hearing  it  developed  that  the  defendant  roads  had 
agreed  to  make  a  reduction  so  as  to  bring  the  new  rates  from  the 
complaining  mines  down  to  a  basis  of  2%  cents  per  ton  over  the 
Evansville  rate,  which  rate  is  8  cents  over  the  Booneville  dis- 
trict rate.  C.  B.  Cardy,  appearing  for  the  complainants,  said 
that  he  would  accept  such  a  reduction  and  would  withdraw  the 
complaint  on  the  assurance  of  the  carriers  that  tariffs  carrying 
the  promised  rates  would  be  published  immediately. 

There  was  some  discussion  as  to  the  division  of  the  rate, 
the  originating  carriers,  which  are  electric  lines,  insisting  that 
they  have  a  35  cent  division  on  two-line  hauls  and  a  30  cent 
division  on  hauls  involving  more  than  two  lines.  Some  of  the 
steam  roads  did  not  approve  of  this  proposal,  and  the  discussion 
ended  in  an  agreement  to  publish  the  proposed  rates  and  to 
arrange  the  matter  of  divisions  afterwards.  Having  received 
the  assurance  that  the  rates  would  be  published  within  60  days, 
Mr.  Cardy  withdrew  the  complaint. 


PENNSYLVANIA  OPERATION  OF  C.  V.  A  M. 
The  Cumberland  Valley  &  Martinsburg  Railroad  Company 
and  the  Pennsylvania  Railroad  Company  have  filed  an  applica- 
tion with  the  Commission  asking  approval  of  a  lease  under 
which  the  Pennsylvania  will  operate  the  C.  V.  &  M.  for  a  term 
of  999  years.  The  Pennsylvania  now  owns  and  has  owned  for 
many  years  all  of  the  capital  stock  of  the  other  carrier.  The 
lease  provides  among  other  things  for  the  payment  of  an  annual 
rental  of  $42,000  and  a  further  sum  equal  to  fixed  charges  and 
taxes.  The  Cumberland  road  extends  from  Powell's  Bend,  on 
the  line  between  the  states  of  Maryland  and  West  Virginia,  to 
Winchester,  Va.,  having  a  mileage  of  33.73  miles. 


RECENT  AMERICAN  SHIPBUILDING 
In  the  12  months  ended  March  31,  1921,  returns  of  the  Bureau 
of  Navigation,  Department  of  Commerce,  show  that  1.633  vessels 
of  2,552,653  gross  tons  have  been  built  in  the  United  States  and 
officially  numbered,  compared  with  2,335  of  4,224.980  gross  tons 
during  the  corresponding  12  months  ended  March  31,  1920. 


L.   E.   F.  &  C.  CERTIFICATES 

The  Lake  Erie,  Franklin  &  Clarion  Railroad  Company  has 
applied  to  the  Commission  for  authority  to  issue  equipment  trust 
certificates  in  the  amount  of  $45,075,  and  also  a  short-term  note 
of  $25,000.  The  certificates  will  be  issued  In  connection  with 
the  acquisition  of  a  locomotive. 
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C.  &  A.  STOCK 

Tk,  TraSic  World  Washington  Bureau 

The  Chicago  &  Alton  Railroad  Company  has  been  authorized 
by  the  Commission  to  make  exchanges  of  shares  o  ts toe  k  pri 
vfded  for  in  the  articles  of  consolidation  of  the  Chicago ,  * _Alton 
Railroad  Company  and  the  Chicago  &  Alton  Railway  Company 


Thoecompany  .s  the  applicant  in  this  proceed- 
ing "  the  Commission  said.  "Its  authorized  capital  stock,  amount, 
nto  $40  000,000,  consists  of  8,993  shares  of  cumulative  four  pel- 
cent  prior  line  'and  participating  stock  195  579  share, ,  ol nonf 
cumulative  four  per  cent  preferred  stock,  and  195,428  shares  or 
common  stock-in  all  400,000  shares  of  the  par  va  ue  of  $100 
each.  Provision  was  made  In  the  articles  of  consolida  ion  for 
the  Issue  of  the  applicant's  stock  In  exchange  for  certain  stock 
of  the  old  Chicago  and  Alton  Railroad  Company  and  of  1 
cago  and  Alton  Railway  Company.  rMmn  and 

"One  share  of  the  preferred  stock  of  the  old  Chicago _  ani 
Alton  Railroad  Company  is  outstanding.     By  the  terms  of  the 
Ses  of  consolidation  it  is  exchangeable  for  three  share^f 
prior  lien  and  participating  stock  of  the  applicant     Of  the  com 
mon  stock  of  the  old  Chicago  and  Alton  Railroad  Company    875 
mres  are  outstanding.     According  to  the  articles  of  consolida- 
ion    thtse  shares  are  exchangeable  for  1,750  shares  of  the  prior 
ten  and  participating  stock  of  the  applicant   being  at  the  rate 
of  one  share  of  the  former  for  two  shares  of  the  latter, 
f erred  stock  of  the  Chicago  and  Alton  Railway  Company  amount- 
ing to  514  shares,  is  outstanding.     This  is  exchangeable    share 
for  share   for  514  shares  of  the  non-cumulative  preferred  stock 
of  the  applicant.    There  are  45  shares  of  the  common  stock  of 
the  Chicago  and  Alton  Railway  Company  outstanding,  which  are 
exchangeable,  share  for  share,  for  a  like  amount  of  the  common 

>CThe  Cwnm'fssion's  order  permits  the  carrier  to  make  the 
exchanges  referred  to  above. 

COAL,  IND.  AND  PA.  TO  CHICAGO 

Although  only  five  cars,  involving  an  alleged  overcharge  of 
$13  are  specifically  mentioned  in  the  complaint  in  No.  l^"f. 
William  L.  Carney  vs.  Director-General  and  C.  T.  H  &  S.  E.,  it 
became  apparent  at  the  hearing  before  Examiner  John  A.  Mc- 
Quillan in  Chicago,  April  13,  that  if  the  complainant  s  inter- 
pretations of  the  tariffs  are  upheld  by  the  Commission  it  will 
mean  the  reparation  of  a  portion  of  the  rates  collected  on  hun- 
dreds of  cars  of  coal  shipped  from  points  in  Indiana  over  the 
Chicago  Terre  Haute  &  Southeastern  and  the  Baltimore  &  Ohio 
Chicago  Terminal  road  into  the  Chicago  switching  district. 

Mr  Carney  described  himself  as  a  public  traffic  manager 
engaged  in  the  auditing  of  freight  bills  and  said  that  he  had 
brought  this  suit  in  his  own  name  merely  to  have  the  Commis- 
sion's decision  as  to  whether  or  not  the  carriers  had  violated 
the  law  in  not  applying  the  rates  carried  in  Lowry's  tariff,  I. 
C  C  No.  37,  to  shipments  of  coal  similar  to  the  five  cars  involved 
iii  the  complaint.  His  contention  was  that  because  the  B.  & 

0  C  T  took  over  the  cars  at  Chicago  Heights  and  because  South- 
eastern  tariff   I.   C.   C.   No.    174   contained   a  misrouting  clause 
stating  that  rates  should  be  applied  as  of  a  connection  just  north 
of  Faithorne,  111.,  the  B.  &  O.  C.  T.  acted  as  a  line  haul  carrier 
on  these  movements,  all  of  which  were  for  delivery  on  other 
trunk  lines  in  the  switching  district.     For  this  reason,  he  con- 
tended, the  Lowry  tariff  named  should  apply  in  spite  of  the  fact 
that  C.  B.  Ackerman,  of  the  Director-General's  office,  pointed 
out  that  it  was  not  a  switching  tariff. 

Mr  Ackerman  also  pointed  out  that  a  provision  in  South- 
eastern tariff  I.  C.  C.  No.  174  calls  for  the  application  of  its  tariff 

1  C.  C.  No.  300  on  shipments  of  the  character  of  these  five  cars, 
so  that  the  question  resolved  itself  into  a  preference  between  the 
two  interpretations.    Mr.  Carney  denied  that  he  had  brought  the 
complaint  in  the  hope  of  receiving  some   monetary  reward  in 
case  his  views  were  upheld  by  the  Commission. 

Walter  Bacon,  federal  auditor  of  the  Southeastern  line  dur- 
ing the  period  of  federal  control,  testified  on  behalf  of  his  line 
and  the  Director-General  and  accused  the  complainant  of  having 
endeavored  to  coerce  him  into  allowing  these  claims  by  threat- 
ening to  expose  certain  alleged  facts  in  connection  with  the  re- 
ceivership of  the  Southern  Indiana  line.  Mr.  Carney  denied  any 
such  attempt. 

A  tariff  interpretation  was  also  the  basis  of  another  com- 
plaint filed  against  the  Director-General  by  the  same  traffic  man 
(No  12277),  which  was  heard  immediately  afterwards.  Objec- 
tions were  raised  by  Royal  McKenna,  attorney  for  the  Director- 
General,  who  pointed  out  that  the  complainant  was  neither  con- 
signor nor  consignee  and  that  he  had  no  interest  in  the  transaction. 
In  this  ease  Mr.  Carney  complained  against  the  rate  of  $4.50  per 
gross  ton  assessed  on  two  carloads  of  anthracite  coal  shipped 
from  Dunmore,  Pa.,  July  5  and  9,  1919.  This  charge  was  as- 
sessed via  the  Erie  and  the  Chicago  &  Erie  into  Chicago,  which 
the  defendants  insisted  was  the  proper  routing  of  the  car  when 
the  routing  was  not  indicated  by  the  shipper,  as  was  the  case 
in  these  Instances.  The  complainant  had  figured  a  rate  of  $3.90, 
which  he  said  applied  via  the  Erie  to  Akron  and  thence  in  care 


of  the  Pennsylvania  in  care  of :  the ;  P    ^  C !    & 
defendants  insisted  that  his  Interpretauo 

MMSSgfti  iijSft  5,  SIPZ 

to  mend  the  complaint  to  cover  that  point. 

AUTO  TRANSPORTATION  REGULATION 

Affecting    the    relationship    between    such    compames    and    the 

traVAlrinadmdtfsPlonrg  companies  engaged  in  the  auto  transpor- 
tation  busmlss,  under  the  terms  of  the  new  law,  must  receive 
certificates  of  right  to  operate  from  the  state  commission.  Public 
convenfence  and  necessity"  must  be  shown  to  require  such  opera- 


any  time,  by  its  order  duly 

entered  after  a  hearing  had  upon  notice  to  the  holder  of  any 
certificate,  and  an  opportunity  to  such  holder  to  be  heard,  at 
which  t  shall  be  proved  that  such  holder  wilfully  violates  or 
refuses  to  observe  any  of  the  Commission's  rules  or  regulations, 
suspend  or  revoke  any  certificate. 

The  Commission  is  further  vested  with  the  authority  to  de- 
cline to  grant  certificates  to  an  applicant  if,  after  a  hearing,  11 
is  found  that  a  territory  applied  for  is  already  served  by  a  c 
tificte  holder  with  satisfaction. 

The   provisions   of   the   new   law   further   provide   that 
operators  of  auto  transportation  companies  must  first  procu 
liability  and   property  damage  insurance  on   each   vehicle  i 
or  to  be  used  in  transporting  persons  or  property,  for  compensa- 
tion in  the  amount  not  to  exceed  $5,000  for  any  recovery  for 
personal   injury  by  one  person  and   not  less   than   f 
in  such  additional  amount  as  the  Commission  shall  del 
for  all  persons  receiving  personal  injury  by  reason  of  one  act 
of  negligence,  and  not  to  exceed  $1,000  for  damage  to  proper 
of  any  person  other  than  the  assured. 

Every  auto  transportation  company,  at  the  time  of  the  i 
ance  of  a  certificate,  and  annually  thereafter,  must  pay  a  mini- 
mum fee  of  $10  for  each  car  used  by  the  company  for  the  trans- 
portation of  persons  and   if  the   passenger   seating  capacity   ( 
such  car  exceeds  eight  passengers   a  further   fee  computed   on 
the  basis  of  fifty  cents  per  passenger  for  such  additional  seat- 
ing capacity  shall  be  paid.     For  each  vehicle  used  by  any  com- 
pany for  transporting  property  for  hire  a  minimum  fee  of  $10 
must  be  paid,  and  if  the  rated  capacity  of  any  such  vehicle 
ceeds  three  tons,  an  additional  fee  computed  on  the  basis  of  $10 
for  each  additional  rated  ton  capacity  shall  be  paid. 

For  each  motor  vehicle  used  by  any  such  company  for  trans- 
porting both  persons  and  property  together,  the  fee  shall  be 
computed  on  the  basis  of  either  tonnage  or  passenger  capacity, 
and  the  basis  which  will  yield  the  greater  revenue  shall  apply. 

In  case  of  emergency,  or  unusual  temporary  demands  for 
transportation,  the  fees  for  additional  machines  for  limited 
periods  shall  be  fixed  by  the  Commission  in  such  reasonable 
amounts  as  may  be  prescribed  by  general  rule. 

PETITIONS    FOR    REHEARING,   ETC. 

Defendants  in  Nos.  11147  and  11120,  the  Buckeye  Cotton  Oil 
Co.  vs.  Director-General,  have  petitioned  for  a  rehearing  or  re- 
argument. 

Defendants  in  No.  11312,  Moreland  Motor  Truck  Co.  vs. 
Director-General  et  al.,  have  petitioned  for  a  rehearing. 

Defendants  in  No.  11090,  Prairie  Pipe  Line  Co.  vs.  Director- 
General  et  al.,  have  petitioned  for  a  rehearing  or  reargument. 

The  complainant   in  No.   11347,   Southern  Fuel   Co.   vs. 
rector-General,  Bauxite  &  Northern  Ry.  et  al.,  has  petitioned  the 
Commission  for  a  rehearing. 

The  Director-General  has  asked  the  Commission  to  reopen 
No.  11518,  Century  Glass  Sand  Co.  vs.  Director-General,  for  the 
purpose  of  receiving  further  evidence  upon  the  reasonableness 
of  the  rate  charged. 


LOUISIANA  &  ARKANSAS   NOTES 

The  Commission  has  authorized  the  Louisiana  &  Arkansas 
Railway  Company  to  issue  $66,000  of  equipment  notes  in  con- 
nection with  the  procurement  of  25  Hart  convertible  coal  and 
ballast  cars  at  an  aggregate  cost  of  $81,750,  of  which  $15,750  is 
to  be  paid  on  delivery  of  the  cars.  The  equipment  notes,  bear- 
ing 6  per  cent  interest,  will  be  given  for  the  remainder  of  the 
amount  due.  The  notes  will  mature  serially,  at  intervals  of  six 
months,  beginning  with  October  1,  1921,  and  ending  with  April 
1,  1924. 
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LUMBER  PENALTY  CHARGE 

Tkt  Traffic  World  Washington  Bureau 

Hearings  will  be  begun,  about  June  13,  on  No.  10818,  Ameri- 
can Wholesale  Lumber  Association  vs.  Director-General  et  al., 
the  case  in  which  the  so-called  "transit"  lumber  dealers  have 
attacked  the  reasonableness  of  the  $10  charge  on  lumber  "held 
for  reconsignment,"  imposed  by  Fairbanks'  I.  C.  C.  No.  4,  the 
operative  date  of  which  has  been  extended  by  the  Commission 
indefinitely  from  January  1,  1921.  The  tariff  was  limited  to 
expire  on  that  day,  the  limitation  having  been  placed  in  It  on 
ilie  Ilieory  I  hat  by  that  time  the  extraordinary  demand  for  cars 
would  have  disappeared,  and  the  $10  "penalty"  charge  might  be 
removed  without  hurt  to  anyone. 

Were  the  Commission  now  to  allow  the  carriers  to  cancel 
the  tariff,  it  would  have  to  dismiss  the  complaint,  because  the 
question  would  then  be  moot,  except  as  to  the  reparation  feature, 
which  is  practically  non-existent,  or  at  least  insignificant  in  com- 
parison with  the  larger  questions  involved  in  the  case.  There 
are  two  such  questions.  The  first  is  as  to  whether  a  carrier 
has  a  right  to  impose  a  penalty  for  undue  detention  of  its  equip- 
ment. The  second  is  as  to  whether,  in  view  of  the  enormously 
increased  wages  of  yard  clerks  and  other  railroad  employes  who 
handle  reconsignments,  the  $10  charge  amounts  to  a  penalty. 
The  case  is  the  embodiment  of  a  long-standing  disagreement 
in  the  lumber  industry.  The  manufacturers  who  have  their  own 
sales  organizations  and  yards  at  strategic  points,  as  a  rule,  are 
supposed  to  be  in  favor  of  a  charge  so  high  for  the  right  to 
reconsign  (the  Commission  regards  it  as  a  right  and  not  merely 
a  privilege)  that  it  will  never  be  used  in  such  way  that  a  car 
loaded  with  lumber  will  be  a  substitute  for  a  lumber  yard.  The 
so-called  transit  men,  in  some  instances,  are  brokers.  In  others 
they  are  men  with  yards.  There  is,  therefore,  no  clean  cut 
distinction  between  the  factions  in  the  industry.  The  big  asso- 
ciations, other  than  the  complainant,  however,  are  supposed  to 
be  lined  up  in  favor  of  the  so-called  penalty  charge.  In  the 
back  part  of  the  head  of  nearly  every  prominent  advocate  of  the 
penalty  charge  has  been  the  idea  that  if  the  penalty  charge 
could  be  made  very  high  no  shipper  of  lumber  would  think  of 
starting  a  car  to  market  unless  he  had  a  customer,  or  the  market 
was  such  that  a  customer  could  be  found  either  before  the  car 
had  arrived  at  the  first  billed  destination,  or  before  the  free 
time  for  its  unloading  at  the  first  billed  destination  had  expired. 
At  a  hearing  on  the  big  reconsignment  case,  I  and  S.  No.  1050, 
in  1917,  C.  S.  Keith  of  Kansas  City,  a  prominent  manufacturer, 
testified  that  if  he  had  the  power  he  would  make  the  charge 


ROUTE  YOUR  CARGO  VIA 


MOBILE  r  GULFPORTr  PENSACOLA 

SHORT  LINE  EXPORT  OUTLET 
From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 
Belfast,  Dublin  and  Bristol  Channel  Ports 

We  Solicit  General  Cargo 

S.  S.  "AFOUNDRIA"—  Dublin.    Liverpool— Late   April. 

A- 1    Steamer — Liverpool.    Manchester— Middle   May. 

S.  S.  "MACOMET"— Bristol    City.    Cardiff— Last    hall    April. 


Steamer— Bristol    City.    Cardiff— Last   half    May. 
Steamer— Hull— April.    May. 
Steamer — London — April.    May. 
Steamer — Grangemouth — April,    May. 
Steamer — Glasgow — April,    May. 
Steamer — Hamburg — Last  half  April. 
Steamer — Hamburg — Last  half  May. 
Steamer — Bremen — April,    May. 


Waterman  Steamship  Corporation, 

Our  Service  Backed  by  18  Years'  Experience 


MOBILE, 
ALA. 


EXPRESS  FREIGHT 

and    De    Luxe    Passenger    Service 
S.  S.  BUCKEYE  STATE 

Sailing  From  Baltimore,  Md.  May  7th,  1921 

S.  S.  HAWKEYE  STATE 

Sailing  From  Baltimore,  Md.  June  llth,  1921 

DIRECT  SERVICE  TO 

Port  of  Los  Angeles,  San  Francisco  and  Hawaiian  Islands 
Rates  and  Space  on  Application 

MATSON  NAVIGATION  COMPANY 

Managing  Agents:  United  States  Shipping  Board 
Baltimore,  Md.,  San  Francisco,  Honolulu, 

26  South  Gay  St.  120  Market  St.  Castle  &  Cooke,  Ltd. 


Results  for  Shippers! 
INSURE 

the  efficiency  of 

YOUR  TRAFFIC  DEPARTMENT 

By  joining 

The  National  Industrial  Traffic  League 

Membership  makes  available  to  you  the  training  and 
experience  of  the  leading  industrial  traffic  men  of  the 
United  States. 

Let  them  help  solve  your  complex  transportation  problems. 
Many  members  find  the  League  service  indispensable. 

Mr.  Harry  Dickinson,  Commissioner,  The  Denver  Trans- 
portation Bureau,  Denver,  Colorado,  says: 

"The  work  of  The  National  Industrial  Traffic 
League  is  of  immeasurable  benefit  to  its  members. 
Attendance  at  its  meetings  is  highly  profitable  to 
me.  The  work  of  its  Committees  and  the  infor- 
mation disseminated  by  its  staff  is  of  tremendous 
value  to  all  shippers.  Such  an  organization  is 
absolutely  necessary.  I  would  not  for  one  moment 
consider  giving  up  my  membership." 

Write  for  particulars  regarding  membership 

We  shall  be  glad  to  tell  you  about  the  League  and  its  work 

W.  H.  CHANDLER,  J.  H.  BEEK, 

President  Executive  Secretary 

1207  Conway  Bldg.,  Chicago,  III. 


Railroad  Accounting  Service 

Valuations— 
Cost   Statistics 


Valuations— 
V  Systems  for  Accounting  Offices 

A  corps  of  thoroughly  experienced  railroad  accountants 
and  analysts  are  available  for  the  preparation  of  Federal 
Control  and  Guaranty  Claims. 

THE   ROBERTS-PETTIJOHN-WOOD  CORPORATION 

Mills  Bldg.,  Washington,  D.  C.       Twenty  East  Jackson,  Chicago 

By  Appointment — Special  Accountants,  American  Short  Line  Railroad  Assn. 


NOSA  LINE 

Monthly  Sailings  to  Principal  Ports 

West  Coast  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Service 

LEEWARD  AND  WINDWARD  ISLANDS— VENEZUELA  - 

COLOMBIA— CURACAO 

Three  Week  Sailings 

CUBAN  SOUTH-SIDE— HAITI -DOMINICAN  REPUBLIC 
A-100  STEEL  STEAMERS 

Particulars  Furnithed  Promptly  on  Request 

New  Orleans  &  South  American  S.S.  Co. .Inc. 

604-12  Queen  &  Crescent  Bldg.,  New  Orleans,  La. 

New  York  Office.  10  rknerar  S*ure  Chkif*  Ofees,  (4*  MtreitrtU  BuiUint 

C«ble  Addreu.  "ORLEANSH1P" 


838 


THE    TRAFFIC    WORLD 


Vol.  XXVII,  No.  16 


$25  a  car.  He  said  a  car  should  never  be  used  as  a  substitute 
for  a  warehouse  or  lumber  yard. 

At  that  time  it  was  not  infrequent  that  cars  of  lumber  were 
held  for  thirty  or  more  days  awaiting  the  order  of  the  consignee, 
who  usually  was  also  the  consignor.  The  reason  for  such  hold- 
ing was  supposed  to  be  inability  of  the  consignor-consignee  to 
find  a  customer.  But  when  the  market  became  brisk  cars  were 
also  held  for  long  periods.  The  theory  of  those  opposed  to  the 
practice  was  that  the  consignor-consignee  In  time  of  brisk  mar- 
ket was  holding  the  car  while  those  needing  lumber  were  bid- 
ding up  the  price.  Regardless  of  what  was  the  reason  or  pur- 
pose of  the  holding,  the  fact  was  that  the  equipment  was  being 
held  out  of  active  service.  To  that  the  big  manufacturers  ob- 
jected, their  announced  theory  being  that  they  were  being  de- 
prived of  the  opportunity  to  obtain  cars  to  move  the  lumber 
they  had  sold  and  that  was  Waiting  for  delivery  to  an  ascertained 
customer. 

In  behalf  of  the  transit  men  it  has  been  urged  that  they 
were  the  sales  agents  for  the  hundreds  of  little  manufacturers 
and  sawmills  whose  operations  were  so  small  that  they  could 
not  afford  to  maintain  agents  of  their  own  in  important  markets 
or  yards  at  strategic  rate-breaking  points.  Yet  it  was  shown 
that  one  association  composed  of  several  hundreds  of  small  saw- 
mill operators  was  supporting  the  penalty  charge. 

Thus  far  the  decisions  of  the  Commission  have  been  made 
on  the  theory  that  It  is  the  business  of  a  railroad  to  keep  its 
cars  employed  only  in  getting  traffic  from  point  of  order  to 
final  destination  in  the  shortest  possible  time  and  that  the  right 
of  reconsignment  should  not  be  used  as  a  method  for  avoiding 
Investment  in  yards  and  warehouses. 

There  is  division  in  the  ranks  of  the  railroads  on  the  sub- 
ject, although,  as  members  of  the  Fairbanks  organization,  they 
subscribe  to  the  theory  on  which  the  penalty  charge  is  founded. 
One  railroad  now  is  soliciting  transit  lumber  and  telling  pro- 
spective shippers  that,  knowing  that  a  given  point  in  Illinois  is 
a  reconsignment  point,  it  will  hold  cars  consigned  to  that  place 
short  of  destination  so  as  to  give  the  shippers  an  opportunity 
to  find  a  customer  for  the  lumber  they  may  have  rolling.  Its 
method  of  soliciting  business  has  been  brought  to  the  attention 
of  the  Commission,  in  an  informal  way,  with  a  view  to  having 
It  do  or  say  something,  if  it  is  so  minded,  to  the  effect  that  the 
scheme  for  getting  business  is  in  violation  of  the  provisions 
of  the  various  reconsignment  tariffs. 


Santa  Fe  at  Little  River,  who  said  that  the  routes  were  speci- 
ntd  by  government  order.  As  a  result  the  shipments  moved 
to  South  St.  Paul  at  a  combination  rate  of  38  cents  instead  of 
the  24%-cent  through  rate  then  in  effect  over  other  routes. 
East  St.  Louis  shipments  moved  under  a  41-cent  rate  instead 
of  18  cents.  F.  E.  Andrews,  of  the  Santa  Fe,  who  appeared  for 
the  Director-General,  objected  to  the  testimony  introduced  by  Mr. 
Bachman  for  the  complainants,  on  the  grounds  that  he  had  no 
personal  knowledge  of  the  facts.  Mr.  Meyers  produced  copie 
of  the  original  bills  of  lading,  which  showed  that  the  routings 
had  been  specified  by  the  shipper. 


SALT,  LITTLE  RIVER  TO  CHICAGO,  ETC. 

Hearing  on  Docket  No.  12157,  Kansas  Rock  Salt  Co.  vs.  A. 
T.  &  S.  F.  Ry.  et  al.,  was  held  before  Examiner  John  A.  Mc- 
Quillan in  Chicago,  April  11.  The  complaint  alleges  that  the 
present  rates  on  rock  salt  from  Little  River,  Kan.,  to  East  St. 
Louis  and  Chicago  are  unjust  and  unreasonable.  The  present 
rate  to  East  St.  Louis  Is  26%  cents  and  to  Chicago  35  cents,  and 
the  rates  proposed  by  the  complainants  are  18  and  ZZy2  cents, 
respectively.  The  complaining  company  presented  petitions  of 
intervention  from  the  Western  Rock  Salt  Co.  and  the  American 
Salt  and  Coal  Co.,  and  a  petition  of  intervention  was  also  pre- 
sented In  behalf  of  the  Morton  Salt  Co. 

E.  J.  Bachman,  of  the  traffic  department  of  Armour  &  Co., 
which  controls  the  Kansas  Rock  Salt  Co.,  said  that  company's 
mine  at  Little  River  had  been  closed  for  some  time  because  the 
freight   rates   made   it   impossible   for   it  to   furnish   salt  to   its 
parent  company  at   Chicago.     He  introduced   maps  and   figures 
to  show  that,  while  more  than  half  of  the  rock  salt  in  the  United 
States  Is  produced  in  Kansas,  only  a  comparatively  small  terri- 
tory is  a  legitimate  market  for  these  mines  because  of  the  high 
rates.     The  proposed  rates,  he  said,  would  yield  a  per  car  earn- 
ing of  $235  to  Chicago  and  $180  to  East  St.  Louis  on  a  car  mini- 
mum of  100,000  pounds.    The  present  minimum  is  80,000  pounds, 
the   witness  said,   but  his  company   was   willing   to   accept  the 
higher  minimum  subject  to  exception  when  the  marked  capacity 
of  the  car  was  less,  in  which  case  the  marked  capacity  was  to 
apply. 

F.  G.  Higbie,  packinghouse  supply  dealer,  said  the  price  of 
No.   1   rock   salt,   the   size   generally   used   by   the   packers,   was 
worth  $2.15  per  ton  at  the  mine  and  that  with  reasonable  rates 
100,000  tons  might  be  expected  to  move  into  Chicago  from  the 
Kansas  fields -within  a  year. 

E.  Rlgg,  of  the  traffic  department  of  the  C.  R.  I.  &  P.,  said 
that  any  disturbance  of  the  rates  in  issue  would  upset  the  en- 
tire adjustment,  not  only  from  the  Kansas  producing  group,  but 
also  from  the  Michigan  mines.  O.  N.  Richards,  of  the  Wabash, 
and  D.  L.  Meyers,  of  the  A.  T.  &  S.  F.,  asserted  that  the  rates 
as  they  stood  were  not  unreasonable,  although  they  admitted 
that  it  would  be  a  good  thing  if  the  roads  could  get  such  a 
volume  of  business  as -the  complainants  Indicated  would  follow 
a  reduction  in  rates  "A  lower  rate  on  salt  to  Chicago  and  East 
St.  Louis  from  Little  River  would  be  a  good  thing,"  said  Mr. 
Meyers,  "if  such  a  reduction  could  be  considered  separately." 

Following  the  completion  of  this  case,  dockets  No.  12163  and 
12164  were  heard.  These  were  claims  for  reparation  by  the 
Kansas  Rock  Salt  Co.  against  the  Director-General  and  involved 
3  cars  shipped  to  South  St.  Paul  In  1919,  and  4  shipped  to  East 
.  Louis  In  1918.  The  complainants  alleged  misrouting  because 
of  instructions  given  to  the  shipper  by  the  local  agent  of  the 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE  POSSESSION    WHEN    NEXT   IN   WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whitefield  Sammi. 


Phon.  Main  2210 


417  SOUTHERN  BUILDING 


POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
•nd  THE  TRAFFIC  WORLD  Is  the  logical  medium  for  getting  the 
men  and  the  positions  In  touch  with  each  other.  The  rates  for 
classified  advertisements  ars  as  follows:  First  Insertion,  $1.90  pei 
line:  minimum  charge,  $3.00:  succeeding  Insertions,  per  line.  BOc:  1C 
words  to  the  line;  numbers  and  abbreviations  counted  as  woros; 
I  point  type;  payable  in  advance.  Answers  to  keyed  advertisement* 
forwarded  free  and  all  correspondence  held  In  strict  confidence.  Th» 
TRAFFIC  WORLD.  418  South  Market  Street.  Chicago.  Ill 

POSITION  WANTED — Traffic  Manager,  fifteen  years'  experience 
in  railroad  operating,  accounting  and  traffic  work,  desires  position  as 
traffic  manager  and  auditor  for  short  line  road  or  industrial  traffic 
manager  for  lumber  company.  Address  G.  H.  F.,  care  Traffic  World, 
Chicago. 

WANTED — Young  man  Stenographer  with  some  knowledge  of 
freight  rates  in  southwest;  exceptional  opportunity.  Address  "F.  H. 
J.."  Traffic  World,  Chicago. 

WANTED — Energetic  young  man  with  close  application  to  duties 
and  devoid  of  frivolous  habits,  to  take  charge  of  and  handle  details 
in  General  Freight  and  Passenger  Office.  Must  be  capable  of  revising 
local  and  interline  waybills,  have  experience  in  routing  freight  and 
handling  interline  freight  claims,  he  strictly  temperate  and  honest, 
amenable  to  discipline  and  content  to  live  in  small,  inexpensive  town, 
having  three  Protestant  church  socieities  and  excellent  school  facilities, 
favorable  climate  and  healthy.  Excellent  opportunity  for  right  party. 
Apply  by  letter  only,  in  own  hand  writing,  stating  age.  whether  mar- 
ried or  single,  with  or  without  children,  outlining  past  experience, 
and  give  ample  references  in  first  letter,  stating  salary  expected. 
Fernwood,  Columbia  &  Gulf  Railroad  Co.,  Fernwood,  Miss. 

POSITION  WANTED— Traffic  executive  holding  important  rail- 
way position  qualified  as  examiner  Interstate  Commerce  Commission 
seeks  wider  field.  Address  R.  E.  E.  301,  care  Traffic  World,  Chi- 
cago. III. 

POSITION  WANTED — Traffic  Manager,  eleven  years'  railroad, 
three  years'  industrial  experience.  Complete  knowledge  of  claims, 
rates,  demurrage,  tariffs  and  general  traffic  work.  Diploma  Inter- 
national Correspondence  Schools,  Scranton.  Married.  Age  35;  excel- 
lent credentials.  Address  "Tires,"  Traffic  World,  Chicago. 

POSITION  WANTED — As  Traffic  Manager  or  Assistant,  six  years' 
express  service;  certified  by  the  American  Commerce  Association. 
Understand  rates,  claims,  demurrage,  tracing,  routing  and  office  rou- 
tine. Address  E.  S.  H.,  care  Traffic  World,  Chicago. 

POSITION  WANTED — Traffic  Manager  or  Assistant,  technically 
trained,  fourteen  years'  practical  experience,  railroad,  express,  ma- 
chinery, iron  and  steel,  automobile,  building  construction,  thoroughly 
familiar  all  phases  traffic  work.  Age  thirty,  best  references.  Now  lo- 
cated Indianapolis:  will  go  anywhere;  immediately  available.  Address 
O.  W.  N.  355,  Traffic  World.  Chicago. 

POSITION  WANTED— Man  with  ten  years'  broad  railroad  experi- 
ence and  two  years'  technical  training:  very  excellent  references: 
thorough  knowledge  of  all  traffic  details:  desires  to  connect  with 
sound  industrial  concern.  Address  L,.  O.  S.  351,  Traffic  World,  Chi- 
cago. 

POSITION  WANTED— Traffic  Man.  nine  years'  traffic  experience 
in  rate  and  claim  departments  of  railroads  and  Interstate  Commerce 
Commission.  Thoroughly  conversant  with  tariffs,  rate  adjustments. 
Commission  rulings  nnd  procedure.  Attorney  at  law,  young.  Seek 
position  as  Industrial  Traffic  Manager  or  Commerce  Attorney.  Ad- 
T.,"  rare  Traffic  World.  Chicago. 

FOR  SALE — Several  thousand  first-class  6x8 — 8  ft.  oak  railroad 
cross  ties.  Can  also  furnish  oak  switch  ties  to  order.  L.  E.  Pearson, 
Edwardsburg,  Mich. 
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One  volume  covering  Cl.it  and  Commodity 
Freight  Rates  from  points  In  the  Eastern 
Seabord,  Central  and  Middle  Western 
Territories  to  all  stations  In  Wisconsin, 
Illinois  and  the  territory  west  of  the 
Isslsslppl  River;  also  East-Bound  Rates 

E»«T    W.*K     I"-,  "*'".!.  Polnts   *°   «*»tlons 
East  of  the  Indiana-Illinois  State  Line. 


™.  form  •nd 

monthly     distribution     of    revised 
covering  rate  changes. 


The    only  reproduction    of    Rail  Road  Rates 
making    reference    to    the    tariffs    of    the 


e 

carriers  that  has  ever  been   Issued  for  the 
use  of  shippers. 


This  service  can  be  placed  In  your  traffic  or 
shipping  department  at  the  nominal  cost 
of  twenty-four  dollars  per  year. 

Write   for 


HARTMAN'S  FREIGHT  RATE  SERVICE 
732  Federal  St.,  Chicago,  U.  S.  A. 


No  More 

Lost  Shipments 

STOP  your  lost  ship- 
ments; show  con- 
signees your  goods  will 
always  come  through. 
Do  it  with  Duo-Safety 
Shipping  Tags. 
Big  shippers  of  the 
country  have  adopted 
these  tags.  As  a  result 
they  have  no  more  lost 
shipments. 

DUO-SAFETY 
SHIPPING  TAG 

The  Tag  with  the  Safety 
Identification  Stub 

See  the  illustration.  The  stub  always  stays  with  the  ship- 
ment and  carries  your  return  address.  If  the  tag  is  destroyed 
or  mutilated,  the  carrier  merely  notifies  you,  asking  for 
shipping  instructions  and  the  goods  go  forward  promptly. 

We  alto  make  coupon  tag*,  work  tat*  and  tag*  for  every  par  pott. 
Main  Office  and  Factory:     Chicago,  Illinois,  U.  S.  A. 
New  York  City  SALES  OFFICES  Lo.  An».l..,  Cal. 

CIcT.l.nd,  Ohio 


Kanl«a  City,  Mo. 
Detroit,  Mich. 


St.  Louis,  Mo. 

Denver,  Colo.  Detroit,  Mich.  Rochester,  N.  Y.          Milwaukee.  Wi.. 


Boston,  Mas*. 
Roeheiter,  N.  Y. 


JNTERNATIONAI/JAG 

TAG  SERVICE 


CHESAPEAKE  &  CURTIS  BAY  RAILROAD 


General  Offices,  BALTIMORE,  MD. 

5-  2-  JAW*.  '''"•••"V  w  w«*  Street.  New  Tort. 
5-  !'  VCB*.?*  Flrrt  V'M  President.  90  Wart  Street.  New  Tork. 
S;£~  JHI?5!LtR-  8«»"d  Vlce-Presldetit.  90  We*  street.  New  Tort 
""i.'ii  LOWELL,    Third    Vice   Pretldent.    to   charge   of  Operation    and 

••  weat  Htreet.  New  York. 

!•  i'   y*S?Lorrj  Trsjuarer.  »0  West  Street.  New  Tort. 
•.  W.  •.  WHITNEY.  Secretary,  90  West  Street.  New  Tork. 

THOMAS    KEARNY. 


New  York  Office*,  90  West  St.,  New  York 


C.   A.    FALU   rnLtht   sod  Trsffle  Manatw.   N  West    Street.    New  Tort 
J.    R.    DRANCY.    Aaalsuni    might   and   TrsJBa    stsnssjsr.    M    Weat   BUsst. 

J.    TOOK  HAM    BOYD.    General    Counsel.    Builders'    stoohangs    Bid*.. 


a  AVKELLCY,  OeaersI  Andltor.M  West  Strsst    New  Tork. 
J.  P.  CONNOR.  Supertnwident.  Ws«nsn)  Point.  Bsltlinore.  Md. 
Solicitor.  It  West  Street.   Ntw  York. 


EXTENDS  FROM  WAGNERS  POINT  TO  CURTIS  BAY 

The  Chesapeake  *  Curtis  Bar  Ballrosd  Co..  harlnf  Its  terminal  at  deep  water.   Baltimore,   Md..   U  la  a  position  to  raoelTe  sU  forelin  frsiiht  dsetlned 

tsj uul  u  take  osr«  of  ouKolnc  freight  for  foreign  countries.  .  . 

*ls  oompanr  mslntalnn  s  high  stsndard  of  service  In  Hie  handllni  of  shipments  to  snd  from  ths  Industries  locUM  on  Its  line.     Its  terrltorr  eorered  aj  Uus  rsumsl 
superior  attes  for  the  location  of  Industries  of  every  description.     Firms    Individuals  and  corporations  contemplating  ths  location  of  business  enterprises  are  lantea  te 
ouuesujud  with  Samuel  J.  Nathan.  «0  West  Street.  New  Tork  City.     Maps  and  foil  Information  concerning  available  property  will  be  promptly  furnished, 
XU*ag»  at  present  operated.  T  miles:  additional  under  construction. 
Ughterage  connection  with  all  coaatwlM  lines  out  of  Baltimore  for  seaboard  ports. 
sBtceptional  location  for  plants  desiring  tidewater  delivery 

CONNECTIONS—  At  Clinton  Street  with  the  Pennsylvania  Ballrosd  rla  Boat  at  Wagners  Point.  C.   *  O   B.  B.   B.   to  Curtis  Bay.     At  Port  Corlniton  wlta  tke 
Maryland  rla  float  to  Wagners  Point,  a    ai  C.   B.  B.  B.   to  Curtis  Be/.     With  the  Baltimore  *  Otlo  Bewail  Branch   at  Wagners  Point.     Through  connsoOoas  via 
U.   all    points   Bast.    West.    North   snd    South.      Industries    located    OB    our    line  hare  the   advanlais  of  Bat   Baltimore   rate. 


TRAFFIC    MANAGERS 

The    I.   C.   C.   Special    Permission  No.  50340,   August  5,   1980,   Gives   the  Transportation 
Companies  Eighteen  Months  (16^%  to  be  Issued  Every  3  Months)  to   Publish  Their  Tariffs. 

We  are  publishers  of  the  following  Standard  Loose  Leaf  All-Rail  Freight  Rate  Guides 


United  States  Edition 


From  the  Principal  Cities 
of  the  United  States 


EASTERN  EDITION  from 
New  York,  Philadelphia,  Boston  and  New  England 


CANADA  EDITION  from 
Montreal,  Toronto,  Hamilton  and  London 

>eK»e»8-t*»r.  N.  Y. 


DE,   INC., 

Traffic  and  Railroad  Men  wanted  to  tell  thete  Edition*  in  all  citiet.  on  spare  time.     Liberal  commiiiion  paid. 
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CONSTRUCTION  PERMISSION  DENIED 

Tht  Traffic  World  Washington  Bureau 

The  Commission  has  denied  the  application  of  the  Golden 
Belt  Railroad  of  Kansas  for  a  certificate  of  public  convenience 
and  necessity  authorizing  It  to  construct  a  line  of  railroad  in 
the  counties,  of  Barton,  Rush  and  Ellis,  Kansas,  about  64  miles 
long,  between  Great  Bend  and  Hays,  Kans.  The  proposed  route 
"vfrould  pass  through  an  area  devoted  almost  entirely  to  the  pro- 
duction of  wheat.  The  Commission  said  the  line  would  inter- 
sect or  reach  the  Union  Pacific,  the  Missouri  Pacific  and  the  A.  T. 
&  S.  F.,  but  would  not  parallel  any  competing  north  and  south  line. 
The  total  estimated  cost  of  the  line,  with  equipment,  was  given  as 
$895,000.  After  reviewing  the  facts  in  the  case,  the  Commission 
reached  the  conclusion  that  the  prospects  for  traffic  would  not 
justify  the  construction  of  the  road.  In  its  conclusions  the  Com- 
mission said: 

"The  proposed  plan  for  financing  the  construction  provides 
for  the  Issuance  of  1661,000,  par  value,  of  capital  stock,  and 
$500,000,  par  value,  of  first  mortgage  bonds.  Stock  of  the  par 
value  of  $50,000  is  to  be  held  in  reserve  in  the  treasury  and 
$60,000  is  to  be  subscribed  for  by  the  citizens  of  Great  Bend 
and  Hays.  Qualifying  shares  amounting  to  $1,000  are  to  be 
held  by  the  directors  and  $550,000  of  stock  is  to  be  subscribed 
for  by  the  townships  along  the  route  and  paid  for  by  the  issu- 
ance of  township  bonds  to  be  authorized  by  the  electors.  The 
chairman  of  the  board  of  county  commissioners  in  each  of  the 
three  counties  is  to  be  a  member  ex-offlcio  of  the  applicant's 
board  of  directors  so  long  as  the  county  continues  to  hold  stock 
•  in  the  corporation.  The  applicant  proposes  to  guarantee  to  each 
township  along  the  route  an  elevator  to  cost,  at  least  $5,000. 

"The  chief  claim  to  necessity  for  the  proposed  line,  relied 
upon  by  the  applicant,  Is  the  length  of  the  haul  which  must  now 
be  made  by  the  farmers  to  reach  railroad.  The  facts  of  record 
develop  that  the  construction  and  operation  of  the  proposed  rail- 
road would  lessen  the  haul  to  rail  transportation  by  5  miles  or 
more  In  a  relative  small  area  only.  This  area  is  naturally  suit- 
able for  and  given  over  to  the  production  of  wheat;  it  is  all 
under  cultivation  and  fully  developed.  The  record,  therefore, 
does  not  indicate  that  past  and  present  conditions  have  dis- 
couraged production,  or  that  production  will  or  can  be  mate- 
rially influenced  by  the  construction  and  operation  of  the  pro- 
posed line.  The  fundamental  objection  to  the  proposal  is  that 
the  traffic  which  may  reasonably  be  expected  is  inadequate  to 
support  the  project.  Moreover,  the  estimate  of  the  cost  of  con- 
struction, if  reliable,  does  not  indicate  that  a  line  of  railroad  is 
contemplated  which  will  be  well  constructed  or  which  may  be 
economically  operated.  The  financial  plan  under  which  the 
communities  involved  will  pay  more  than  half  of  the  cost  does 
not  indicate  a  great  degree  of  confidence,  on  the  part  of  the 
promoters,  in  a  substantial  profit  from  operation.  Our  conclu- 
sion is  that  the  record  does  not  develop  an  economic  justification 
for  the  proposed  line  nor  does  it  indicate  reasonable  prospect  of 
a  substantial  return  on  the  estimated  investment." 


METAL  TO  ST.  LOUIS  AND  CHICAGO 

The  Waste  Material  Dealers'  Association  of  Texas,  in  its 
complaint.  No.  12260,  The  Lowenthal  Co.  et  al.  vs.  C.  &  N.  W. 
et  al.,  allege  that  these  dealers  are  being  discriminated  against 
due  to  the  fact  that  Southwestern  territory  classifications  do  not 
permit  the  mixing  of  scrap  aluminum  in  carloads  of  other  scrap 
metals  at  the  carload  commodity  rates,  while  their  competitors 
in  the  West  and  Northwest  have  this  privilege  under  Western 
Trunk  Line  classifications.  The  practice  followed  by  the  South- 
western carriers,  according  to  the  testimony  of  Richard  Nathan, 
secretary  and  traffic  manager  for  the  association,  at  the  hearing 
before  Examiner  McQuillan,  in  Chicago,  April  14,  was  to  apply 
the  30,000-pound  carload  minimum  on  the  other  metals  in  the 
car  and  to  assess  the  full  fifth  class  L.  C.  L.  rate  on  the  aluminum 
scrap  included.  From  Texas  common  points  this  resulted  in  a 
rate  of  83  cents  on  the  other  metals  to  Chicago  and  a  rate  of 
$3.04  on  aluminum. 

Mr.  Nathan  said  that  some  of  the  other  metals  admitted 
into  the  mixture  were  of  more  value  per  pound  than  aluminum, 
notably  tin  foil,  tin,  and  pewter.  Many  of  the  members  of  his 
association,  which  he  said  comprises  all  the  junk  dealers  in 
Texas  who  ship  interstate,  have  been  allowing  their  aluminum 
scrap  to  accumulate  because  it  was  impossible  to  get  it  into  the 
Chicago  and  St.  Louis  markets  at  a  profit  on  account  of  the 
present  rate  assessed  on  it  In  L.  C.  L.  lots.  He  said  no  protest 
was  made  against  any  rate  as  such,  but  that  it  was  contended 
that  the  exclusion  of  aluminum  from  mixed  carloads  was  dis- 
criminatory. 

J.  E.  Hart,  attorney  for  the  Lowenthal  Co.,  said  that  the 
item  of  scrap  aluminum  was  left  out  of  the  mixed  car  rules  at 
the  time  the  Consolidated  classifications  were  made.  Repeated 
attempts  since  then  to  have  It  reincluded  in  the  Southwestern 
tariffs  have  failed,  he  said. 

Robert  N.  Nash,  assistant  general  freight  agent  of  the  Frisco 
lines,  appearing  for  the  Southwestern  carriers,  maintained  that 
there  was  no  discrimination  against  the  Texas  dealers  because 


the  entire  fabric  of  scrap  metal  rates  in  the  Western  Trunk 
territory  was  on  a  higher  basis  than  that  applying  from  Texas. 
While  the  Texas  commodity  rates  on  scrap  metal  range  between 
50  and  60  per  cent  of  the  class  rates,  he  said,  those  in  Western 
Trunk  Line  territory  average  over  90  per  cent.  He  also  cited 
the  fact  that  aluminum  was  a  lighter  loading  metal  than  the 
others  and  said  that  if  any  metals  more  valuable  than  aluminum 
were  allowed  in  the  mixture  under  the  Southwestern  classifica- 
tion, they  had  been  placed  there  because  the  carriers  had  been 
unaware  of  their  value  and  ought  to  be  removd. 

RATES  ON  TIN  PLATE 

At  the  hearing  on  fourth  section  application  No.  11901,  be- 
fore Examiner  Pitt  in  Chicago,  April  12,  the  western  carriers 
withdrew  their  request  for  a  reduction  in  the  rate  on  tin  and 
tern  plate  from  Chicago  to  California  and  the  North  Pacific 
ports  because,  as  stated  by  B.  W.  Scandrett,  attorney  for  the 
Northern  Pacific,  who  represented  Agent  R.  H.  Countiss,  it  was 
not  yet  definitely  known  what  low  level  the  water  rates  from 
New  York  to  these  points  would  reach.  The  carriers,  in  the 
first  place,  made  a  request  for  a  postponement  but  the  examiner 
suggested  withdrawal  instead,  as,  he  said,  the  Commission 
wanted  to  make  some  immediate  disposition  of  the  case.  The 
withdrawal,  he  said,  would  be  without  prejudice  to  any  further 
application  the  carriers  might  wish  to  make. 

Mr.  Scandrett  said  present  indications  were  that  a  rate 
lower  than  the  $1.40  proposed  would  have  to  be  asked  for,  and 
that,  In  all  probability,  an  understanding  with  the  eastern  car- 
riers would  be  reached  before  another  application  was  filed  so 
that  the  order  could  be  made  to  cover  the  entire  territory  east 
of  Chicago  as  originating  territory.  The  only  rate  other  than 
that  from  Chicago  included  in  the  application  withdrawn  was 
the  rate  from  New  York  via  the  Morgan  and  Mallory  lines  to 
New  Orleans  and  Galveston  and  the  southern  Pacific  to  the 
destination  points. 

Representatives  of  commercial  associations  from  Spokane, 
San  Francisco  and  New  York  were  present  at  the  hearing  and 
did  not  object  to  the  withdrawal  of  the  application. 


TANKAGE,  CHICAGO  TO  LITTLE  ROCK 

The  similarity  between  packing  house  tankage  and  other 
kinds  of  fertilizing  material,  and  the  fact  that  the  tariffs  at 
present  classify  this  tankage  as  fertilizer,  were  the  main  points 
brought  up  by  the  complainants  in  No.  12182,  Darling  &  Co.  vs. 
Director-General,  at  the  hearing  before  Examiner  John  A.  Mc- 
Quillan in  Chicago,  April  12. 

Reparation  on  eight  cars  of  this  material,  amounting  to 
$80  a  car,  which  moved  in  January,  1918,  was  asked,  which 
is  the  amount  that  the  23-cent  class  E  rate  charged  on  the  cars 
exceeded  the  21-cent  commodity  rate  at  present  applicable.  In 
order  to  substantiate  his  claim  of  unreasonableness,  Benjamin 
E.  Sanders,  traffic  manager  of  Darling  &  Co.,  alleged  that  the 
23-cent  rate  represented  a  fourth  section  violation  in  that  it 
exceeded  the  sum  of  the  proportional  class  E  rates  of  9  Ms  cents 
from  Chicago  to  East  St.  Louis  and  13  beyond  to  Little  Rock. 

Prank  E.  Webster,  assistant  general  freight  agent  for  the 
Chicago  &  Eastern  Illinois,  said  reference  to  the  Boyd  tariff 
would  show  that  the  proportional  rate  quoted  by  the  complain- 
ant could  not  be  applied  to  these  shipments,  as  the  tariff  specific- 
ally stated  they  were  not  to  be  applied  where  joint  through  rates 
were  in  effect.  He  said  the  fertilizer  rates  were  what  might 
be  termed  "accommodation  rates,"  and  that  while  the  carriers 
had  seen  fit  to  include  tankage  in  these  rates  since  the  time 
of  the  shipment  of  the  cars  involved,  they  should  not  be  ex- 
pected to  pay  back  some  of  the  reasonable  rate  which  they  earned 
on  this  material  prior  to  the  reduction. 


W.    F.   &    N.   W.    INDEBTEDNESS 

The  Commission  has  authorized  Charles  E.  Schaff,  receiver 
of  the  Wichita  Falls  &  Northwestern  Railway  Company,  to  issue 
receiver's  certificates  in  an  amount  not  to  exceed  the  company's 
indebtedness  to  the  government  arising  out  of  federal  control 
which  is  to  be  ascertained  and  funded  under  section  207  of  the 
transportation  act,  and  to  pledge  the  certificates  with  the 
Director  General  of  Railroads  as  collateral  security  for  any  note 
or  notes  given  in  evidence  of  the  indebtedness.  The  company's 
net  indebtedness  to  the  government  has  not  yet  been  ascertained 
but  a  tentative  statement  of  account  submitted  with  the  applica- 
tion showed  a  balance  of  $311,816.33  due  to  the  Director-General. 
The  receiver  stated  he  was  unable  to  pay  the  indebtedness 
because  it  was  necessary  to  use  all  income  received  by  him  for 
operation  and  maintenance.  The  Director  General  has  agreed 
to  the  funding  of  the  debt  as  proposed. 


ATLANTIC   PORT   STOCK 

The  Atlantic  Port  Railway  Corporation  has  applied  to  the 
Commission  for  authority  to  issue  500  shares  of  capital  stock, 
par  value  $100  a  share,  to  be  taken  by  the  incorporators  and 
initial  subscribers  to  the  capital  stock  of  the  company.  The  total 
authorized  capital  stock  is  $1,000,000.  The  $50,000  derived  from 
the  stock  will  be  used  as  working  capital,  it  is  stated. 
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FOR  EXPERT  TRAFFIC  MEN.  Many  ooncenu  now  p«j  thdr  traffle 
managera  15.000  to  $10.000  >  year.  Yet  the  Irafflo  man  who  leta  thu 

big  imy  nium  actually  know  traffic  work.  You  oao  quickly  beoonM  ft 
real  traffic  eiiwrt — atop  loaaea — earn  bit  money  for  younelf.  Countless 
giKid  oixtnlnira  for  trained  mm 

LEARN  AT  HOME— BOOK  FREE.  New  home  iturty  Actual  I'rao- 
Uoe  Method  will  quickly  make  you  a  Certlfled  Traffic  Manager.  You  can  rery  eoon 
qualify  for  a  aplendld  tralMo  intaltlon.  Write  quick  for  blf.  new.  Illuatrated  book 
ilun-ritiinit  Dili  wnndurful  training  In  detail.  Write  today.  Addreaa  AUBR1CAN 
rtiMMKHi'K  ASSOCIATION,  l)ept.  24-C.  4043  Drexcl  Blvd.,  Chloa«o,  111. 


•  BECOME  AN  EXPERT 

ACCOUNTANT 


L.S.II.  Extenelon  Univeraitr.  Deal.  4M-H.  CMeefe 
The  Lai  Rest  Hutineis  Training  Institution  in  the  World 


Pacific  Mail  Steamship  Co. 

Under  American  F/a«-PASSENGERS  AND  FRElGHT-Eitabliihtd  1»4» 

TRANS-PACIFIC  SERVICE 

"The  Sunthine  Belt  to  the  Orient" 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 

Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Shipping  Board 

steamers  Golden  State  (May  28th):   and  Empire  State  (July 

23rd) ;  and  Dending  delivery  3  other  U.  S.  S.  B.  steamers  by  the 

popular  S.S.  Ecuador  (June  25th)  and  S.  S.  Colombia 


MANILA-EAST  INDIA  SERVICE] 


PANAMA  SERVICE 


San  Francisco,  Los  Angelea  Harbor  to  Mexico,  Guatemala,  Salvador, 

Nicaragua,  Coata  Rica,  Canal  Zone 
Passenger  and  freight  sailings  every  2  weeks 

SAN  FRANCISCO-BALTIMORE  SERVICE 

San  Francisco.  LOB  Angeles  Harbor  to  Central  America, 

Norfolk  and  Baltimore 
Freight  only  (via  Panama  Canal) 

SHANGHAI-HONGKONG-CALCUTTA  SERVICE 

Between  Shanghai.  Hongkong,  Saigon,  Singapore,  Penang,  Rangoon, 
Calcutta 

Freight  only.     Sailings  every  ten  days — eight  U.  S.  S.  B.  steamers 

ROUND-THE-WORLD  SERVICE 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Dairen,  Tientsin. 
Shanghai.  Manila.    Saigon,  Singapore,  Calcutta.    Colombo.  Bombay, 

Alexandria.    Bizerta,    Marseilles,    Barcelona,    thence    Baltimore, 

Cristobal.  Los  Angeles  Harbor  and  San  Francisco  (via  Panama  Canal) 

Freight  only.     Monthly  sailings — U.  S.  S.  B.  Steamers 


Through  bills  of  lading  issued  to  and  front  point*  beyond  ports  of  call 

General  Passenger  and  Ticket  office:      621  Market  St.,  San  Francisco 

General  Offices:  508  California  Street,  San  Francisco 

10  Hanover  Square,  N.  Y.      400  Exchange  Place.  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 


CUNARD 

ANCHOR    , 

ANCHOR-DONALDSON 


Regular  Service* 


NEW  YORK 
BALTIMORE 
MONTREAL 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 

ANTWERP 

HAMBURG 

MEDITERRANEAN 


and 


BOSTON 
PHILADELPHIA 
PORTLAND,  ME. 

LIVERPOOL 

SOUTHAMPTON 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 

LEVANT 


General  Of  lice*  :    2  1 -24  State  St.,  N.  Y.  City 

Chicago  Office: 
Cunard  Bldg.,   1  4O  N.  Dearborn  Street 


Atlanta.    M    N.    FengrtlM  PSItaSetfSls, 

Baltimore,   IS7   E.  BaJtt- 

St.  St. 

Boetoi,    121  State  M.  St.   Lee  I  a.   MM  «H*e  at 

Cleveland.     Hotel     Cleye-  iem   Fraaeleee,  Ml    Mar- 
land    Bldu.  ket  St. 

Detroit.     34     Wuslsite*  Seattle.   821    t*nt  AN, 

Blvd.  V 

Hlnneapolll,      Thlrt      St.  St    W. 

and    Second    Ave..    Se.  WaahllftM,    D 

Montreal.  20  Heapltal  St.  14th  M.  N. 

Ntw   Orleana.   206  St. 
Cnarlei  it. 
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R.  B.  YOUNQ,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 

-**    312-31  Mil  WILLIAMSON  STREET          P.  0.  Box  985 

General      Storage  —  Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  Home 
Broker* — Track    Connection*    with    all     Railroad*    and    Steamthlp 
Dock*— Member*  American  Chain  of  Warehouse* — Member*  Amer- 
ican Warehousemen'*  Association. 
Phono  No.  4883  SAVANNAH,    GA. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 


PORTLAND.      OREGON 

OREGON  TRANSFER  COMPANY 

Ketabllehed  In  1868 

General  Transfer  and  Storage  Buerinesa 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

No  awitching  char*-*  on  carload  ehipmente. 


SEATTLE  TRANSFER  CO. 


123  Jackson  St. 


Seattle,  Wash. 


Quick  Distribution  of  all  Pool  Can 
100,000  sq.  ft.  of  warehouse  space 
Warehouse-men  and  forwarders. 


ROCHESTER,  NEW  YORK 

General  Storage      Forwarding      Carload  Dlstrl 


Excellent  facilities  for  reshl] 

11  cents.     Members  of  Ame 

American  Chain  of  Warehouses. 


g  without  eartace. 
cu  Warehousemen's 


Write  for  particulars. 
B.    R.    A    P.    WAREHOUSE,    Inc.  KINO    AND 


GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  S*  FL  Floor  Space  — Freproof  —  Bonded  —  $200,100  Capital 
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RAILWAY  MAIL  TRANSPORTATION 

Ths  Traffic  World   Washington  Bureau 

President  Harding,  April  11,  nominated  Col.  E.  H.  Shaugh- 
nessy, Republican,  as  Second  Assistant  Postmaster-General,  who 
supervises  railway  mail  transportation.  A  statement  issued  at  the 
White  Houe  at  the  time  the  nomination  was  announced  said  in 
part : 

"Colonel  E.  H.  Shaughnessy  is  a  transportation  expert.  He 
has  always  resided  in  Chicago  with  the  exception  of  several 
years  spent  at  smaller  cities  in  Illinois  in  connection  with  rail- 
way work.  He  entered  the  service  of  the  Chicago  &  Northwest- 
ern Railway  in  July,  1899,  as  a  telegrapher  and  remained  con- 
tinuously in  the  service  of  that  railroad  until  May  28,  1917,  when 
leave  of  absence  was  granted  to  enter  'the  military  service. 
During  his  connection  with  this  railroad  system  he  was  pro- 
moted and  served  in  many  operating  capacities,  being  last  en- 
gaged as  its  trainmaster,  with  office  at  Chicago. 

"During  the  month  of  May,  1917,  the  War  Department  called 
on  the  railroads  entering  Chicago  quickly  to  mobilize  a  regiment 
of  railwaymen  for  urgent  service  with  the  French  forces.  The 
railroads  acted  immediately,  calling  for  volunteers.  Colonel 
Shaughnessy  applied  for  service  in  any  capacity.  He  was  imme- 
diately relieved  from  railroad  duties  and  asked  to  assist  Colonel 
Langfltt,  afterward  Major  General  Langfitt,  in  recruiting  the 
regiment,  which  afterward  became  the  13th  Engineers.  Colonel 
Shaughnessy  worked  as  a  civilian  in  this  capacity  until  May  28, 
1917,  when  he  was  commissioned  as  first  lieutenant  and  imme- 
diately assumed  command  of  Company  E,  retaining  command 
as  first  lieutenant  and  as  captain  until  June  28,  1918." 
Colonel  Shaughnessy  had  charge  of  important  transportation 
matters  in  France  and  obtained  the  Distinguished  Service  Medal. 
He  was  commissioned  a  full  colonel  in  the  Officers'  Reserve 
Corps,  Engineer  section,  January  17,  1920.  On  his  return  to  the 
United  States,  September  26,  1919,  he  resumed  service  with  the 
C.  &  N.  W.  and  later  resigned  to  become  assistant  director, 
division  of  transportation,  of  the  American  Petroleum  Institute. 
The  nomination  of  Colonel  Shaughnessy  is  in  line  with  the 
efforts  of  Postmaster-General  Hays  to  obtain  an  experienced 
railroad  operating  official  to  handle  the  transportation  end  of 
the  postal  service.  It  is  understood  that  R.  H.  Aishton,  president 
of  the  American  Railway  Associaeion,  declined  to  accept  an 
appointment  in  the  postal  service. 


COAL  PRODUCTION  REPORT 

The  Traffic  World  Washington  Bureau 

"The  coal  year  came  to  an  end  with  production  of  soft  coal 
still  declining,"  the  Geological  Survey,  Department  of  the  In- 
terior, said  in  its  weekly  coal  report  under  date  of  April  9.  "The 
total  output  during  the  week  ended  April  2,  including  lignite 
and  coal  coked  at  the  mine,  is  estimated  at  5,797,000  net  tons, 
a  decrease  of  670,000  tons,  or  11  per  cent,  when  compared  with 
the  week  preceding. 

"A  decrease  was  to  be  expected,  however,  because  of  the 
occurrence  of  Mitchell  Day,  April  1,  widely  celebrated  as  a  holi- 
day in  the  union  mining  districts.  How  much  of  the  decline  in 
output  was  due  to  the  presence  of  this  holiday  and  of  Easter 
Monday,  and  how  much  to  a  further  slackening  in  demand,  is 
uncertain.  Over  the  country  as  a  whole  the  two  days  seem 
to  have  counted  for  about  one  and  a  half  normal  working  days. 
Cars  loaded  on  the  other  days  of  the  week,  as  shown  by  the 
following  statement  furnished  by  courtesy  of  the  American  Rail- 
way Association,  were  about  the  same  as  the  average  in  recent 
weeks:  Easter  Monday,  18,127;  March  29,  23,098;  March  30, 
23,125;  March  31,  20,898;  Mitchell  Day,  7,083;  April  2,  13,017. 

"There  is  no  sign  of  revival  of  mining  activity  in  the  pre- 
liminary returns  for  the  week  (April  4-9).  Loadings  on  Monday 
were  21,737  cars  and  on  Tuesday  20,833.  The  total  for  the  two 
days  was  2,107  cars  less  than  that  for  the  corresponding  days 
of  the  week  ended  March  26,  the  latest  with  which  comparison 
may  properly  be  made. 

"The  total  bituminous  output  for  the  coal  year  ended  March 
31,  1921,  is  estimated  at  522,458,000  net  tons  (subject  to  revision). 
Comparative  figures  for  the  preceding  years  are  shown  below: 

1913-14 .' 482.882.000  1917-18...                         .  548,715,000 

1914-15 399,898.000  1918-19...  552  041  000 

1915-16 479.920.000  1919-20 486.899.'000 

916-17 504,102,000  1920-21  (preliminary)..  522,458,000 

"It  will  be  seen  that  production  of  bituminous  coal  in  the 
coal  year  1920-21  exceeded  any  of  the  pre-war  years  themselves. 
This  was  accomplished  by  the  high  rate  of  production  attained 
in  the  last  five  months  of  1920,  which  offset  in  part  the  depres- 
sion of  February  and  March,  1921.     In  comparing  these  figures, 
however,  the   condition  of  stocks   ought  also  to   be  taken   into 
account.     Thus  in  the  year  1918-19,  consumers  were  increasing 
their  stocks,  and  production  exceeded  consumption.     The  follow- 
year   (1919-20)   the  conditions  were  reversed.     Consumption 
ded    production    and    consumers    drew   upon    their    stocks 
eavily.    What  the  condition  of  stocks  is  at  present  is  not  vet 
Known. 


"Production  of  anthracite  during  the  week  ended  April  2 
dropped  to  1,157,000  net  tons,  as  against  1,564,000  during  the 
week  preceding.  The  decline  reflects  in  part  the  observance  of 
holidays. 

"The  total  output  of  anthracite  for  the  coal  year  1920-21  is 
estimated  at  89,950,000  net  tons.  Cumulative  production  for  the 
calendar  year  to  date  stands  at  23,025,000  tons,  an  increase  over 
1920. 

"All-rail  shipments  to  New  England  improved  somewhat  dur- 
ing the  week  ended  April  2,  when  2,755  cars  were  forwarded 
through  the  five  rail  gateways,  Harlem  River,  Maybrook,  Albany, 
Rotterdam  and  Mechanicsville.  This  was  an  increase  of  115  cars, 
or  4  per  cent,  over  the  preceding  week.  Shipments  during  the 
corresponding  weeks  of  the  past  two  years  were,  1920,  3,806 
cars,  and  1919,  2,182  cars." 


RATES  ON  COCOANUT  OIL 

The  question  of  the  similarity  between  cocoanut  or  copra 
oil  and  cottonseed  oil  was  the  subject  of  dispute  before  Exam- 
iner John  A.  McQuillan  at  the  hearing  on  No.  12247,  Wilson  & 
Co.,  Inc.,  of  Tennessee,  vs.  A.  T.  &  S.  F.  et  al.,  in  Chicago,  April 
13.  The  case  originally  involved  only  the  question  of  reparation 
on  some  30  cars  of  cocoanut  oil  snipped  from  San  Francisco 
to  the  plant  of  the  complainant  at  Chattanooga,  Tenn.,  and  re- 
shipped  to  New  York,  Nutley,  N.  J.,  Philadelphia,  Chicago  and 
Kansas  City,  in  1917  and  1918.  Of  the  $5,443.11  reparation  re- 
quested, $5,215.93  is  charged  against  the  Director-General  and 
the  remainder  against  the  Santa  Fe. 

R.  R.  Hargis,  assistant  traffic  manager  for  Wilson  &  Co., 
presented  exhibits  showing  the  similarity  in  the  value  of  and 
transportation  conditions  surrounding  the  two  oils.  He  also 
showed  that  since  these  shipments  moved  the  rates  on  the  two 
oils  had  been  generally  revised  so  that  they  are  now  on  sub- 
stantially the  same  basis. 

Luther  M.  Walter,  for  the  complainant  company,  called  at- 
tention to  an  amendment  to  the  original  complaint  which  had 
been  accepted  by  the  Commission  and  which  requested  a  rate 
for  the  future  on  cocoanut  oil  from  San  Francisco  to  Chatta- 
nooga on  the  same  basis  as  the  Cincinnati  rate,  which  rates, 
he  said,  applied  on  most  commodities  into  Chattanooga.  This 
rate  is  $1.05  and  carries  with  it  transit  privileges  for  refining 
which,  he  said,  are  at  present  allowed  at  every  other  refining 
point  in  the  country. 

The  defendants  confined  themselves  chiefly  to  attempting  to 
show  that  the  Cincinnati  rate  is  water-compelled,  that  the  gen- 
eral level  of  cottonseed  oil  rates  is  too  low  on  account  of  it 
being  originally  made  to  foster  a  new  waste-salvaging  industry* 
and  that  the  large  empty  movement  of  tank  cars  adds  to  the 
expense  of  hauling  vegetable  oils.  Fred  Heid,  of  the  Director- 
General's  office,  said  that  in  instances  where  other  materials 
were  shipped  in  the  cars  to  reduce  the  empty  haul,  it  cost  the 
railroads  approximately  $5  to  clean  the  car  before  it  could  again 
be  used  for  these  oils. 


MINOR   COMMISSION    ORDERS 

The  Commission  has  denied  the  petition  of  the  Director- 
.jeneral  for  a  rehearing  of  No.  10602,  Procter  &  Gamble  Co  vs. 
Director-General,  A.  T.  &  S.  F.  et  al.,  and  No.  10507,  Chamber 
Commerce,  Houston,  Tex.,  et  al.,  vs.  Director-General,  and 
also  complainant's  petition  for  a  reopening  of  No.  7781,  Srere 
Bros.  &  Co.  vs.  C.  C.  C.  &  St.  L.  et  al. 

i.».7?uf,rgenheiln  Bros'  have  been  Permitted  to  intervene  in  No. 
12176,  Morris  &  Co.  vs.  Chicago  Junction  Ry.  et  al. 

The  Coal  Trade  Bureau  of  Illinois  has  been  permitted  to  in- 
tervene in  No.  12280,  Central  Illinois  Light  Co.  vs.  C  B  &  Q 
et  al.,  and  No.  12291,  Sharon  Coal  Co.  et  al.  vs.  C.  &  A.  et  al. 

The  Producers'  Material  Company  of  Chicago  has  been  per- 
mitted to  intervene  in  No.  11490,  Chicago  Sand  &  Gravel  Pro- 
ducers et  al.  vs.  A.  T.  &  S.  F.  et  al.,  for  the  purpose  of  being 
heard  in  oral  argument. 

The  Continental  Asphalt  &  Petroleum  Company  has  been 
permitted  to  intervene  in  No.  12367,  Oklahoma  Clay  Products 
Association  vs.  A.  T.  &  S.  F.  et  al. 

The   Commission  has  denied  complainant's  petition  for  re- 

??!£!n!  °f  Nos"  10681>  Lowrv  Lumber  Co.  vs.  Southern  Ry.  et  al., 
10689,  Same  vs.  Same. 

The  National  Association  of  Ice  Cream  Manufacturers  has 
been  permitted  to  intervene  in  No.  11948,  the  Glacifer  Co.  vs. 
American  Ry.  Express  Co.,  for  the  purpose  of  filing  brief  and 
being  heard  in  oral  argument. 

inooTho  pe"tion  of  th«   Director-General   for  reopening  of  No. 
denied  S°Uthp°rt  M111'  Ltd-  vs-  A-  T-  &  S.  F.  et  al.,  has  been 

Complainants'  petition  for  rehearing  of  No.  10933,  Pine  Plume 
Lumber  Co.  vs.  A.  C.  L.,  has  been  denied. 

F.  &  N.  NOTE 

The  Commission  has  authorized  the  Fredericksburg  &  North- 
«™0orrV^y  ComPanv  to  issue  a  two-year  promissory  note  for 
*6t>,»d&.57  to  J.  L.  Browne  for  cash  advances  made  to  the  com- 
pany. 
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PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  Monthly  Service         A-l  Steamers 

MOBILE  to  ANTWERP 
HAVRE  and  BORDEAUX 
and  U.  S.  PACIFIC  COAST 


St.  Louis  Office : 
1217  Pierce  Building 

IRVING  H.  HELLER,  Manager 


Birmingham  Office: 
424-425  Chamber  of  Commerce  Bldg. 

GEORGE  C.  MCLAUGHLIN,  Manager 


The  1921   (Sixteenth  Annual  Edition) 

Exporters'  Encyclopaedia 

MORE  THAN  A  BOOK— A  SERVICE 

READY  for  immediate  delivery.    The  only  authoritative  and  complete  guide  for 
exporting  manufacturers.    Contains  accurate  detailed  information  on  every 
question  which  can  arise  in  connection  with  an  export  order. 

CONDENSED  TABLE  OF  CONTENTS 


Alphabetical   Index  of  Ports,   CltlM  and  Countries  of  th« 

World. 

Alphabetical  List  of  Steamship  Lints  and  Agents. 
Approximate  Values  of  Foreign  Coins. 
Banks  and  Bankers  In   Foreign  Trade. 
Bills  of   Lading    (Arrangement  of). 
Cable  Rates. 

Commerce,   Industries,  etc.,  of  each  Country. 
Commercial  Terms  (Explanation  of). 
Consignment  of  Goods. 

Consular  Invoices  (Fac-slmlles  and  Instructions). 
Consular  Regulations  (in  full  for  each  country). 
Consuls  (American  and  Foreign). 
Conversion  Tables  of  Foreign  Currencies. 


Distances  from  New  York  (Table). 

Drawbacks  on   Export  Shipments. 

Foreign   Drafts  (Arrangement  of). 

Foreign  Postage  Rates. 

Foreign    Weights  and    Measures    (American    Equivalents). 

Mall  Time  to  Foreign  CltlM. 

Marine   Insurance. 

Metric  Weights  and   Measures. 

Minimum  Bills  of  Lading  (for  each  shipping  route). 

Parcels  Post. 

Packing  tor  Export. 

Postal   Money  Order  System   (Foreign). 

Protection  of  Trade  Marks  Abroad. 

Selling   American    Goods   Abroad. 


and 

All  the  Shipping  Routes  from  New  York.  Philadelphia,  Boston,  Baltimore,  Savannah,  New  Orleans  and  Pacific 
Coast  Ports  to  all  parts  of  the  world,  arranged  under  countries  which  they  serve.  Each  section  gives  complete 
detailed  Information  concerning  the  regulations  and  requirements  of  each  line  to  be  observed  by  the  shipper. 

"Our  Text  Book  on  Export  Matters1 

"We  have  many  inquiries  from  our  members  engaged  in  foreign  trade  for  information  relative  to  steamship  routes,  sail- 
ings to  various  countries,  Consular  regulations  respecting  transportation  of  freight  to  a  particular  country,  steamship 
regulations  governing  the  form,  issuance  and  substance  of  shipping  receipts  and  procedure  in  making  export  shipments. 

Our  experience  in  connection  with  the  gathering  of  export  information  has  develojsed  that  your  work 
plete  and  up-to-date  information  in  condensed  form;  your  publication  is  practically  our  text  book 
matters  and  is  in  almost  daily  use." 

THE  MERCHANTS'  ASSOCIATION  OF  NEW 

With  a  subscription  to  the  ENCYCLOPAEDIA  is  Included  a  bulletin  service  consisting 
quent  bulletins  keeping  the  information  accurate  and  up-to-date,  and  a  loose-leaf  binder 
which  they  may  be  conveniently  filed. 

FREE  EXAMINATION  OFFER 

Don't  send  any  money.     Mail  the  coupon  and  we  will  send  the  ENCYCLOPAEDIA  for  five 
days'  free  examination.     If  you  find  it  valuable,  send  us  your  check  for  $15.00  for  the  com- 
plete service.     If  not,  send  it  back,  charges  collect.     It  doesn't  cost  you  a  cent,  so  fill 
in  and  mail  the  coupon. 
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SERVICE  ORDERS  VACATED 

The  Traffic  World  Washington  Bureau 

The  Commission.  April  11,  announced  the  vacating  and  set- 
ting aside  of  Service  Orders  Nos.  6,  10,  and  11,  effective  at  mid- 
night, April  12.  The  order,  called  an  amendment  to  Service 
Orders  Nos.  6,  10  and  11,  was  put  merely  to  straighten  the  books 
of  the  Commission.  The  orders  have  stood  on  the  books  as 
being  suspended  until  "the  further  order  of  the  Commission." 
By  vacating  them  and  setting  them  aside,  the  Commission  will 
be  in  a  position,  if  other  service  orders  are  needed,  to  issue  them 
without  regard  to  what  has  heretofore  been  done.  The  order 
setting  them  aside  is  as  follows: 

It  la  ordered.  That  Service  Order  No.  5,  made  and  entered  on  the 
9th  day  of  June.  A.  D.  1920.  Service  Order  No.  10,  made  and  entered 
on  the  20th  day  of  July.  A.  D.  1920,  and  the  amendments  thereto  made 
and  entered  the  24th  day  of  Jnly.  the  3d  day  of  August,  the  27th  day 
of  October.  1920,  and  Service  Order  No.  11.  made  and  entered  on  the 
26th  day  of  July.  A.  D.  1920.  and  the  amendments  thereto  made  and 
entered  on  the  31st  day  of  August  and  the  17th  day  of  September, 
1920.  be,  and  the  same  are  hereby  vacated  and  set  aside,  effective  at 
midnight  April  12,  1921. 

It  is  further  ordered.  That  copies  hereof  be  served  upon  the  car- 
riers upon  whom  Service  Orders  Nos.  5.  10  and  11.  and  the  amend- 
ments thereto,  were  served,  and  that  notice  hereof  be  given  to  the 
general  public  by  depositing  a  copy  of  this  order  in  the  office  of  the 
secretary  of  the  Commission. 

W.  P.  CONTROL  OF  SAC.   NORTHERN 

The  Traffic  World  Washington  Bureau 

As  part  of  a  plan  to  get  control  of  the  Sacramento  Northern 
Railroad,  the  Western  Pacific  Railroad  Company  has  filed  an 
application  with  the  Commission  asking  authority  to  issue  not 
exceeding  $4,180,000  of  5  per  cent  first  mortgage  gold  bonds  and 
to  sell  the  issue  to  the  Western  Pacific  Holding  Company,  which 
owns  the  stock  of  the  Western  Pacific,  at  85  per  cent  of  face 
value  and  accrued  interest.  The  holding  company,  according  to 
the  application,  has  made  an  offer  to  the  holders  of  the  securities 
of  the  Sacramento  Northern  to  purchase  their  stock  for  cash 
and  their  bonds  for  first  mortgage  bonds  of  the  Western  Pacific 
Railroad  Company  at  the  rate  of  $80  principal  amount  of  bonds 
of  the  Western  Pacific  for  $100  principal  amount  of  bonds  of 
the  Sacramento  Northern,  subject  to  the  approval  of  the  issue  of 
bonds  by  the  Western  Pacific  Railroad  Company  by  the  Com- 
mission. 

"A  common  ownership  and  control  of  the  Sacramento  North- 
ern Railroad  and  of  applicant  by  the  Western  Pacific  Holding 
Company,"  it  is  stated  in  the  application,  "will  be  of  benefit  to 
applicant  and  to  the  public  and  will  result  in  a  substantial  in- 
crease of  competition  between  the  lines  of  applicant  and  those 
of  the  Southern  Pacific  Company  with  which  Sacramento  North- 
ern Railroad  now  exchanges  a  considerable  volume  of  business." 


OPERATION  OF  B.  N.  W.  BY  A.  T.  &  S.  F. 

The  Traffic  World  Washington  Bureau 

The  Atchison,  Topeka  &  Santa  Fe  has  been  authorized  by 
the  Commission  to  operate  under  a  lease  the  property  of  the 
Buffalo  Northwestern  Railroad  Company,  which  includes  52.5 
miles  of  railroad  extending  from  a  point  of  connection  with  the 
A.  T.  &  S.  P.  at  Waynoka,  Okla.,  to  Buffalo,  Okla.  The  A.  T.  & 
S.  F.  owns  all  of  the  capital  stock  of  the  Buffalo  Northwestern, 
with  the  exception  of  qualifying  shares  held  by  the  directors. 

The  road  was  completed  in  1920.  It  passed  through  a  re- 
ceivership and  was  purchased  by  the  Buffalo  Northwestern 
for  a  consideration  of  $150,000,  par  value,  of  capital  stock,  title 
passing  free  and  clear  of  all  incumbrance  except  first  mortgage 
bonds  aggregating  $130,000.  Before  making  the  lease  for  the 
property,  the  A.  T.  &  S.  F.  acquired  the  capital  stock. 

"The  principal  industries  of  the  communities  served  by  the 
Buffalo  Northwestern  are  farming  and  stock  raising,"  the  Com- 
mission said.  "There  are  11  elevators,  2  lumber  yards  and  a 
salt  plant  on  the  line.  Tributary  to  it  are  35,000  acres  of  grow- 
ing wheat  and  5.000  acres  to  be  planted  in  other  grains;  also 
drilling  for  oil  has  been  started  in  the  contiguous  territory. 
Since  October  1,  1920,  the  originating  out-bound  traffic  consisted 
of  115  carloads  of  wheat,  70  carloads  of  live  stock,  3  carloads 
of  broom  corn  and  3  carloads  of  other  products,  total  191  car- 
loads; and  the  in-bound  traffic  consisted  of  19  carloads  of  coal, 
17  carloads  of  building  materials,  7  carloads  of  stone,  14  car- 
loads of  lumber.  7  carloads  of  live  stock  and  40  carloads  of  mis- 
cellaneous merchandise,  total  104  carloads. 

"During  the  6  months  ended  December  31,  1920,  the  earn- 
ings from  local  passenger  business  amounted  to  $7,392.93.  The 
freight  earnings  accruing  to  the  applicant's  system  of  railroad 
from  the  traffic  originating  on  or  destined  to  the  line  of  the 
Buffalo  Northwestern  Railroad  Compnny  amounted  to  $138,- 
351.46.  The  amount  of  earnings  accruing  to  the  applicant's 
system  of  railroad  from  passenger  business  originating  on  or 
destined  to  the  line  of  the  Buffalo  Northwestern  Railroad  is  not 
available.  The  applicant's  estimate  of  the  tonnage  for  the  cur- 
rent y»ar  Is  40,000  tons  of  grain  and  live  stock  and  5,000  tons  of 
mlscells!n°ou8  freight,  with  prospects  of  increase  in  volume  In 
the  future. 


"The  applicant  states  that  the  continued  independent  opera- 
tion of  the  Buffalo  Northwestern  Railroad  would  require  sepa- 
rate operating  organization,  separate  rolling  stock,  separate  ac- 
counting and  other  separate  functions  which  would  increase  the 
operating  expense  of  the  line  without  compensating  advantages 
to  the  public;  that  the  applicant  has  ample  organization  and 
equipment  to  operate  the  property,  and  that  operation  by  the 
applicant  would  eliminate  duplication  and  effect  economies  which, 
since  the  lines  involved  are  not  competitive,  will  be  in  the  public 
interest." 

CEMENT  RATE  COMPLAINTS 

The  Traffic  World  Washington  Bureau 

A  series  of  Shreveport  complaints,  intended  to  bring  about 
the  application  of  the  scales  prescribed  in  the  western  cement 
case,  have  been  prepared  for  filing  by  Frank  Lyon  and  Walter 
Young  in  behalf  of  the  Atlas  Portland  Cement  Company.  The 
first  of  the  series  attacks  the  rates  from  Hannibal,  Mo.,  where 
the  plant  of  the  complaining  company  is  located,  to  destinations 
in  Kansas,  as  unjustly  discriminatory  against  the  complainant 
and  the  traffic  from  Hannibal,  and  unduly  preferential  of  the 
localities  and  shippers  at  the  cement  making  points  in  Kansas, 
such  as  lola,  Humboldt,  Chanute,  Mildred,  Independence,  Fre- 
donia  and  Bonner  Springs.  The  names  of  the  companies  unduly 
preferred  are  used  in  the  complaint. 

The  object  of  the  complaints  is  to  eliminate  the  state  rates 
and  substitute  for  them  the  rates  prescribed  by  the  Commission 
in  the  Western  Cement  case  or  such  other  rates  as  the  Commis- 
sion may  deem  to  be  unreasonable,  non-discriminatory,  and  non- 
preferential,  regardless  of  the  fact  that  the  Commission,  in 
carrying  out  the  policy  laid  down  in  Ex  Parte  No.  74  has  ordered 
the  state  rates  to  be  increased  by  the  same  percentage  as  the 
interstate  rates. 

Each  state  situation  will  be  treated  in  a  separate  complaint 
so  there  will  be  only  one  issue  at  a  time. 


GROUP  NUMBERS  EXPLAINED 

Some  question  has  been  raised  as  to  the  meaning  of  the  • 
group  numbers  used  by  the  Commission  in  sixth  section  permis- 
sion No.  52373,  dated  March  28,  authorizing  the  carriers  to  im- 
pose charges  for  reconsigning  and  diverting  fruits  and  vege- 
tables. In  section  (a)  of  Rule  8,  the  permission  said  the  car- 
riers might  impose  a  charge  of  $2.50  per  car  in  groups  1  and  2 
und  $3  per  car  in  group  3. 

The  railroad  men  who  procured  the  special  permission 
understood  at  the  time  of  their  application  that  group  No.  1 
meant  southern  territory,  No.  2,  western,  including  the  moun- 
tain Pacific,  and  No.  3,  eastern  or  official  classification  territory. 

Director  Hardie,  of  the  Commission's  traffic  bureau,  has  writ- 
ten a  letter  to  Eugene  Morris  setting  forth  the  understanding 
as  to  the  meaning  of  the  group  numbers  used  therein.  Some 
shippers,  when  they  read  the  special  permission  could  think 
only  of  groups  in  Southern  Railway  tariffs  but,  obviously,  the 
permission  could  not  apply  to  such  a  restricted  territory  as  that 
because  the  conferences  on  reconsignment  and  diversion  of  fruits 
and  vegetables  covered  the  whole  country  and  the  agreement  was 
co-extensive  with  the  discussion.  The  permit  also  covers  the 
whole  country,  but  instead  of  using  the  recognized  designations 
for  the  three  classification  territories,  the  Commission  used  the 
group  numbers  explained  in  Mr.  Hardie's  letter  to  Mr.  Morris. 


Digest  of  New  Complaints 
•  --  • 

No.  12580.     Mathieson  Alkali  Works,  Inc.,  vs.  Alabama  &  Vicksburg,. 
Payne  et  al. 

Unjust,  unreasonable  and  unduly  prejudicial  rates  on  all  classes 
and  commodities  between  Saltville,  Va.,  and  all  points  in  Maine, 
New  Hampshire,  Vermont,  Massachusetts.  Rhode  Island,  Con- 
necticut, New  Tork,  New  Jersey.  Pennsylvania,  Delaware,  Mary- 
land, Virginia,  West  Virginia,  North  Carolina,  South  Carolina. 
Florida,  Georgia,  Alabama,  Mississippi,  Louisiana,  Kentucky.  Ten- 
nessee, Ohio,  Indiana  and  Illinois,  due  to  Norfolk  &  Western  re- 
;  to  deliver  cars  or  receive  cars  at  plant  of  complainant  or 
*  ™a.?ej,a  "owance  to  complainant  for  transportation  service  per- 
ned  by  it  with  its  own  equipment  between  the  N.  &  W. 
termianl  at  Saltville,  Va.,  and  complainant's  plant.  Asks  cease 
and  desist  order  just  and  reasonable  rates  and  reasonable  prac- 
SaltvIHe  regard  to  terminal  service  at  plant  of  complainant  at 

N°'  Pa^ne  ei°a"  LU°aS  &  C°"  philadeIPhia.  Pa-  vs.  New  Tork  Central. 

M«l3Ur»tt»«I!f6af0inabIe'  UI>Justly  discriminatory  and  unduly  preju- 
naIcr.ound  s°apstone  from  Hailesboro,  Emery- 


.  apstone  from  Hailesboro,  Emery- 

of  WUon1nn-  Y"  to  Gibnsboro,  N.  J.,  in  that  applied  rate 
lust  «td  ™     r?  ^S'  e?ceeded  2lc.     Asks  cease  and  desist  order, 
No    125S!  ?  ^F£  5?    f  ie  ratSs  and  reparation. 

Pa™4    Bradford-Kennedy  Co.,  Omaha,  Neb.,  vs.  Northern  Pacific, 


N°' 


diilv^rMMSiM'V118*'  unreasonable,  unjustly  discriminatory  and  un- 
nt  frPomJnn  nfJ.S^'l.^r?6^ °"  ^mber  shipped  by  complain- 


nnt  fi-Vim  nni«V,  <     4i>    v.     *tlfieB  ""  'uniner  snippea   oy  complain- 
?eparatio^         '  in  Washington,  Oregon,  Idaho  and  Montana.    Asks 


&  Co.,  Chicago,  vs.  Mo.  Pac.,  Payne  et  al 
and  unreasonable   rates   on   hoof  meal   from   Chicago  tc 


n;.  1921 
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EVERY  STEP 

From  Start  to  Finish 

In  Both  Freight  Rate  and 
Classitication  Change 


Is  Now  Promptly  Told  of 


In 


f  he  Traffic  Bulletin 


The  Information  Regularly  Carried  in  This 
Publication  Includes  the  Following: 

1 — Released  Rate  Orders 

2 — Fourth  Section  Orders 

3 — Sixth  Section  Orders 

4 — Investigation  and  Suspension  Orders 

5 — Suspension  Orders  Vacated 

6 — New  Tariffs  and  Supplements  Filed  with  the  I.  C.  C. 

7— Tariffs  Rejected  by  the  I.  C.  C. 

8 — Express  Tariffs  Filed  with  the  I.  C.  C. 

9 — Shipping  Board  Tariffs 
10 — Adoption  Notices 
11 — Central  Freight  Association  Docket 
12 — Central  Freight  Association  Hearings 
13 — C.  F.  A.  Coal,  Coke  and  Iron  Ore  Docket 
14 — New  England  Freight  Association  Docket 
15 — New  England  Freight  Association  Hearings 
16 — Southern  Rate  Committee  Docket 
17 — Southwestern  Freight  Bureau  Docket 
18 — Southwestern  Freight  Bureau  Hearings 
19 — Texas  Freight  Bureau  Docket 
20 — Trunk  Line  Association  Docket 
21 — Trunk  Line  Association  Hearings 
22— Trunk  Line  Coal  and  Coke  Docket 
23 — Trunk  Line  Coal  and  Coke  Hearings 
24 — Perishable  Freight  Committee  Docket 
23 — Western  Trunk  Line  Docket 
26 — Western  Trunk  Line  Hearings 
27 — Transcontinental  Freight  Bureau  Docket 
28 — Southern  Ports  Foreign  Freight  Docket 
29 — Consolidated  Classification  Docket 
30 — Embargo  Notices,  Modifications  and  Cancellations 
31 — Steamship  Sailings 

Sample*  and  fall  information  free  on  requett 

The  Traffic  Service  Corporation 

Publishers  THE  TRAFFIC  WORLD 

418  South  Market  St.,  Chicago 


North  China  Line 

(Columbia  Pacific  Shipping  Company) 

OF 

PORTLAND,  OREGON 

Regular  direct  service  between  Pacific  Coast 

and    Tsingtao,    Tientsin    (Taku    Bar), 

Chinwangtao  and  Dairen 

Vessel*  also  call  at  Yokohama,  Kobe  and  Shanghai 

Sailing*  Every  Twenty-on*  Day*  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  fl.f  A-l  Ste.l  Sl,.m.r. 

SS  "WEST  KEATS"  April  23 

SS  "WEST  NIVARFA"          May  16 
SS  "BEARPORT"  June  0 

Transhipment  at  Shanghai  to  American  River  steamers  for 
Hankow,  Pukow,  Nanking  and  other  open  Yangtaekiang 
River  ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 
Sudden  &  Christenson 

General  Eastern  Agents 

44  Whitehall  St.,  New  York  City 
or 

Columbia  Pacific  Shipping  Company 

General  Officea 

Board  of  Trade  Building,  Portland,  Oregon 


Foreign  Trade 

The  handling  of  Exports  is  a 
complex  matter,  and  practi- 
cally every  Traffic  Man  has 
faced  its  perplexitii  -. 

By  arranging  with  this  office 
for  the  handling  of  your  Exports, 
you  have  the  advantage  of 
dealing  direct  with  the  Steam- 
ship Line,  thru  "DONLEV:  as 
agent.  All  the  necessary  details 
are  attended  to  in  this  office, 
including  Marine  Insurance. 

Your  inquiry  will  receive  im- 
mediate attention. 

CHARLES  DONLEY 

"The  Traffic  Man" 
Century  Bldg.,  Pittsburgh,  Pa. 
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San   Francisco.     Asks   cease  and  desist   order,   rate   of  $1.085   per 
100  His.,  and  reparation. 

No.   12584.     Indiahorna  Keflnlng  Co.,  St.   Louis,   vs.   Chicago  &  Alton, 
Payne  et  al. 

fnjust.  unreasonable,  unduly  preferential  or  prejudicial  rates  on 
petroleum  and  its  products,  between  East  St.  Louis  and  Alton. 
i:..st  Alton.  Wood  Kivor,  Federal  and  Roxana,  111.  Asks  cease  and 
desist  order.  Just  and  reasonable  rates  and  reparation. 

No.    12585.      Italian    Government   Commission,    New    York,    N.    Y.,    vs. 
Philadelphia  &  Heading  and  Payne. 

L'njust  imd  unreasonable  rates  on  high  explosives  from  Wil- 
mington, Del.,  to  Deepwater  Point,  Carney's  Island,  N.  J.  Asks 
reparation. 

No.   12586.     Interstate  Rice  Milling  Co.,   Eagle  Lake,   Tex.,  vs.   G.   H. 
At  S.  A.,  Payne  et  al. 

I'njust.  unreasonable,  unduly  discriminatory  and  unduly  preju- 
dicial mtes  on  rough  rice  from  Port  Harre,  La.,  to  Eagle  Lake, 
Tex.  Asks  cease  and  desist  order,  just  and  reasonable  rates  and 
i>  IIM ration. 

No.  12587.     -Mt-garsee  Bros.,  Inc.,  Scranton,  Pa.,  vs.  Delaware  &  Hud- 
son et  al. 

1'njiist,  unreasonable,  discriminatory  and  preferential  rates  on 
IMWCprlnt  paper  from  Fort  Edward,  Corinth  and  Delano  Junction, 
X.  V..  to  Scranton.  i'a.  Asks  cease  and  desist  order,  just  and  rea- 
sonable rates  and  reparation. 

No.  12587,  Sub.  No.  1.     Same  vs.  Payne,  as  agent. 

S.'ime  complaint  as  to  shipments  of  newsprint  paper  moving  dur- 
ing period  of  federal  control.  Asks  reparation. 

No.  12588.    The  General  Porcelain  Co.,  Parkersburg,  W.  Va.,  vs.  B.  & 
O..  Payne  et  al. 

I'lijust.  unreasonable,  unjustly  discriminatory  rates,  and  in  vio- 
lation of  long-and-short-haul  rule  of  section  4,  on  glass  sand  from 


Hancock    W.  Va.,  to  Parkersburg,  W.  Va.     Asks  cease  and  desist 
order,  rates  not  exceeding  $1.90  per  ton  and  reparation. 

No.  12589.    The  General  Porcelain  Co.,  Parkersburg,  W.  Va.,  vs.  B.  & 
O.,  Payne  et  al. 

Excessive,  unreasonable  and  unduly  prejudicial  rates  on  feldspar 
from  Wilmington,  Dei.,  to  Parkersburg,  W.  Va.  Asks  cease  and 
desist  order,  rate  not  exceeding  28c  per  100  Ibs.,  and  reparation. 

No.  12590.    Lookout  Paint  Mfg.  Co.,  Chattanooga,  Tenn.,  vs.  Southern, 
Payne  et  al. 

Unjust  and  unreasonable  rates  on  flre  clay  from  Alameda,  Ala., 
to  Chattanooga,  Tenn.,  in  that  through  rate  exceeded  the  aggre- 
gate of  the  intermediates.  Asks  cease  and  desist  order  and 
reparation. 

No.  12591.    H.  S.  Cummings,  receiver,  Ocklawaha  Valley  R.  R.  Co.  vs. 
Atlantic  Coast  Line. 

Alleges  that  defendant  demands  unjust  and  unreasonable 
charges  from  complainant  for  use  of  defendant's  terminal  and 
terminal  facilities  at  Palatka,  Fla.  Asks  that  Commission  issue 
order  requiring  defendant  to  permit  continued  use  of  terminal 
and  facilities  upon  such  compensation  as  the  Commission  may 
decide  to  be  just  and  reasonable,  and  that  defendant  be  re- 
strained from  disconnecting  complainant's  railroad  tracks  and 
the  defendant's  line. 

Nc.  12592.    Lehigh  Portland  Cement  Co.,  Allentown,  Pa.,  vs.  Alabama 
Great  Southern  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly 
prejudicial  rates  on  cement  from  Mitchell.  Ind.,  as  compared  with 
various  other  points  to  tributary  territory,  particularly  destina- 
tions south  of  the  Ohio  River  in  Kentucky,  Tennessee,  Mississippi, 
Alabama  and  Louisiana.  Asks  cease  and  desist  order,  just,  rea- 
sonable and  non-discriminatory  rates. 


Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

April  18 — Chicago,  111.- — Examiner  McQuillan: 
12174 — Swift  &  Co.  vs.  Southern  Pacific  et  al. 
12207— Swift  &  Co.  vs.  C.  R.  I.  &  P.  et  al. 
12175— Morris  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 

April  18 — Boston,  Mass. — Examiner  Satterfleld: 

12148— Andrew  Dutton  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
12221 — Stetson,  Cutler  &  Co.  vs.  Bangor  &  Aroostook  et  al. 

April  18 — Houston,  Tex. — Examiner  Archer: 

12212 — Humble  Oil  and  Refining  Co.  vs.  Director  General. 

April  18 — Philadelphia,  Pa. — Examiner  Barclay: 

12066 — Construction  and  repair  of  railway  equipment  (with  reference 
to  locomotive  equipment  of  the  Pennsylvania  R.  R.  and  affiliated 
lines.) 

April  18 — Birmingham.  Ala. — Examiner  Hosmer: 

12250 — Wm.  Danzer  &  Co.,  Inc.,  vs.  G.  &  S.  I.  R.  R.  et  al. 
April  18 — Oklahoma  City.  Okla. — Examiner  McGrath: 

11468 — Bartlesville  Zinc  Co.  vs.  Director  General. 
April  18 — Detroit,  Mich. — Examiner  Steer: 

12186— General  Motors  Corporation  vs.  Director  General. 

12235 — Michigan  Manufacturers'  Assn.  et  al.  vs.  C.  &  O.  Ry.  et  al, 
April  18 — Argument  at  Washington,  D.  C. : 

11743 — Penn  Seaboard  Steel  Corporation  vs.  Director  General. 

11749 — Minute  Tapioca  Co.  vs.  Boston  &  Maine  et  al. 
April  19 — Washington.  D.  C. — Director  Colston: 

Finance  Docket  1237 — Application   of  the  N.   Y.  C.   R.   R.   et  al.   for 
authority  to  acquire  the  properties  of  the  Cleveland  Union  Ter- 
minals Co.  and  certain  trackage  rights  in  connection  therewith  in 
the  city  of  Cleveland. 
April  19 — Chicago,  111. — Examiner  McQuillan: 

12149 — Armour  &  Co.  vs.  Erie. 

12160 — Armour  &  Co.  vs.  L.  V.  R.  R.  and  Director  General. 

12193 — Armour  &  Co.  vs.  M.  K.  &  T.  Ry.  et  al. 

12223 — Armour  &  Co.  vs.  Northern  Pacific  et  al. 
April  19 — St.  Louis,  Mo. — Examiner  Wagner: 

11862 — Missouri  rates  and  charges. 
April  19 — Galveston,  Tex. — Examiner  Archer: 

I.  and  S.  1175^ — Coffee  from  Galveston.  Tex.,  and  other  gulf  ports 
April  19 — Argument  at  Washington,  D.  C. : 

I.  and  S.  1263 — Substitution  of  35  per  cent  for  33%  per  cent  increase 
in  class  and  commodity  rates  between  eastern  and  southern 
groups  and  the  southwest. 

April  20 — Philadelphia,  Pa. — Examiner  Howell: 

12150 — Cambria  Steel  Co.  et  al.  vs.  Pa.  R.  R.  et  al. 
April    20 — Galveston,    Tex. — Examiner   Archer: 

12229— H.  Kempner  vs.  G.  H.  &  S.  A.  et  al. 

12261 — Texas  Star  Flour  Mills  vs.  Director  General. 
April  20 — Portland,  Ore. — Examiner  Pattison: 

12213 — Sullivan  Lumber  Co.  vs.  Director  General 

12269 — Portland  Traffic  and  Transportation  Assn.  vs.  O  -W    RAN 

Co.  et  al. 
April  20 — Argument  at  Washington.  D.  C. : 

I.  and  S.  1297 — Fares  of  the  Washington-Virginia  Ry    Co. 


April  21 — Montgomery,  Ala. — Examiner  Hosmer: 
12156 — Belser  Grocery  Co.  et  al.  vs.  L.  &  N.  et  al. 
12214 — Surcharge   for  transportation   of  passengers   In   sleeping  can 

between  points  in  Alabama. 
April  21 — Chicago,  111. — Examiner  McQuillan: 
12237 — The  Farmers  Square  Deal  Grain  Co.  et  al.  vs.  Fox  &  Illinois 

Union  Ry.  et  al. 
April  21 — Aberdeen,  S.  D. — Examiner  Wilson: 

12178— City  of  Aberdeen  vs.  C.  &  N.  W.  et  al. 
April  21 — Argument  at  Washington,  D.  C. : 
11971 — In  the  matter  of  rates,  fares  and  charges  applicable  betww 

points  in  the  state  of  Arizona. 
April  22— Joplin,  Mo. — Examiner  Wagner: 

12300 — Kansas,  Oklahoma  &  Gulf  Ry.  Co.  vs.  St.  L.-S.  F.  Ry. 
April  22 — Cleveland,  O. — Examiner  Steer: 

12170— National  Refining  Co.  vs.  M.  K.  &  T.  Ry.  et  al. 
April  22 — Argument  at  Washington: 

12085 — North  Dakota  rates,   fares  and  charges. 
April  22 — Chicago,  111. — Examiner  McQuillan- 

245— Wisconsin  Dairy  Products  Co.  vs.  A.  C.  &  Y.  Ry.  et  al. 
12206 — Wisconsin  Dairy  Products  Co.  vs.  C.  M.  &  St.  P.  et  al. 
April  23 — Argument  at  Washington,  D.  C. : 

11916— Rates,  fares  and  charges  as  to  steam  lines  in  Kansas. 
April  23— Minneapolis,  Minn.— Examiner  Wilson: 

231— Reeves  Coal  and  Dock  Co.  vs.  Director  General 
12273 — F.  L.  Starbeck  vs.  C.  B.  &  Q.  et  al. 
April  25 — Argument  at  Washington,  D.  C. • 

,l!I~lfenry  W-  Peabody  &  Co.  vs.  C.  M.  &  St.  P.  Ry.  et  al. 
11268— Ringwood  Company  vs.  Erie  R.  R.  et  al 
1359 — Wharton  Steel  Co.  vs.  Pa.  R    R    et  al 

11360— Mount  Hope  Mineral  R.  R.  Co.  vs.  C.  R.  R.  of  N.  J.  et  al. 
April  25 — Pittsburgh,   Pa.— Examiner  Steer- 

HK~VuI!t  f!ro<3uction  Co.  vs.  Midland  Valley  et  al. 

^7    |UK'  K°-  Jt£u  £  Spe  Line  Co'  vs-  Midland  Valley  et  al. 
12147  (Sub.  No.  2)— Gulf  Pipe  Line  Co.  vs.  Midland  Vallev  et  a 

I'  N°-  ICg",1?^0?"0?,1011  Co-  vs'  Midland  Valley  etal. 
\m  (S,ub-  No'  4)~ Gulf  Production  Co.  vs.  St.  L.-S    F   Ry   et  e 
12204— Gulf  Refining  Co.  of  Louisiana  vs.  K.  C.  S.  Ry.  et  al 
APf."  25— Nashville.  Tenn.— Examiner  Hosmer- 
12132 — Tennessee  rates  and  charges. 

A^y7S5~^Mln?>eapoIA^  M'nn-— Examiner  Wilson: 
12272— The  Pure  Oil  Co.  vs.  Director  General 

A  «n!>!?T7P1hoenixA  Ariz-— Examiner  Archer: 

12024 — Arizona  Packing  Co.  et  al.  vs.  Director  General- 

plc7ertaa?C  BUreaU  Chamber  of  Commerce,  Phoenix?  et  al.  vs.  Sou. 

°f  Commerc«.   Phoenix,   et  al.    v.. 


V2V9!^and;rdn5S?CC0o.^kVo?nXiaaTivnser|>aitlSL0nE    R    R    et  a, 
crll  25— Prosm,,,  Isiei   Maine— Examiner  Satterfleld- 

J  Vegetable  Shippers'  Assn.  vs.  Bangor  & 


;  and  Ve&etable  Shippers'  Assn.  vs.  Bangor  & 

^PFriina2n^^an?^^^;Sr^ami?,e':Curran: 

Pacific  R.   R.  Co. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

^^BHUaaa^SMjesaGRitttatt^ 

its    of   tnp    tpstimnnv    fol-on    in    „„.,,. 1: y-i^_  t»»n»«n»«»i. 


Official  transcripts  of  the  testimony  taken  in  proceedings 
of  the  Commission  (see  Docket  of  the  Commission  in  each 
issue  of  The  Traffic  World)  throughout  the  country  except 
Washington  can  be  had  only  from  The  State  Law  Reporting 


Wolworth 
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"At  Your  Service" 


RATE 

TRAFFIC 

TARIFF 

LEGAL 

SPECIAL  SERVICE 


Departments  of 

The  Traffic  Service  Corporation 

Colorado  Building,  Washington,  D.  C. 


We  supply  anything  the  Shipper 
or  Carrier  requires  relating  to 
Rates  or  Traffic.  Consult  us. 
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»  Finance  Docket  1386— Application  or  the  Denver  &  Hio  Grande  West- 

.•III  K.  K.  Co.  for  authority  to  issue  common  capital  stock. 
April  26 — Chicago.  111.— Examiner  McQuillan:  ji-.-iot  «ton 

I.  andS.  1309— Transit  privileges  on  grain  at  Chicago  district 

over  points. 
April  26 — St.    I'aiil.   Minn.— Examiner  Wilson: 

11776 — Minnesota  fares  and  charges. 
April  26— Pittsburgh.  Pa.— Kxaminer  Steer: 

12220— The   I'ittshui-Kli   Steel  Co.    vs.   I'.   &   L    E.  et  al. 

12225 — 'Ilie  I'lttslmrnh  Steel  Co.  vs.  P.  &  L.  E.  et  al. 
April  27— St.  IxHiis.  Mo.— Examiner  WiiRner: 

12169— The  Hradlmry  Marble  Co.  et  al.  vs.  B.  &  O.  et  al. 
April  27— Washington.  1).   C.— Kxaminer •  Carter:  T.1oB.rnt>h  Co 

•  12159— <'oi].«>li<l:ite(l  1'ress  Assn.   vs.  Western  Union  Telegiapn 

vs.  A.  T.  &  S.  F.  et  al. 


May  9—  Peoria,   111.—  Examiner  Money 

*  12291—  Sharon  Coal  Co.  et  al.  vs.  C.  &  A    et  al. 

*  12280—  Central  Illinois  Light  Co.  vs.  C.  &  A.  el 
May  9—  Minneapolis.   Minn.—  Examiner  Jewell: 

*  12344—  Canby  Milling  Co.  vs.  C.  St.  P.  M.  &  O.  el 

'% 

Canada  et  al. 

mrelftor  Genera,. 

o^vTW  Anaconda  &  Pacific 

et    al. 

May  10—  New  York,  N.  Y.—  Examiner  Cartel-: 

Motor  Co.  of  Texas  vs.  C.  R.  I.  &  P.  et  al 

-- 


•Finance]   DocKet   IZM — rt.ppuca.uon  01    IHK   uuiun.  —.  -•• • -•••  --•".:- 

sota  Ry.  Co.  for  a  certificate  of  public  convenience  and  neci 
April  29— Jacksonville.  Fla.— Examiner  Hosmer: 

12591— H     S.    Cummins,    receiver,    Ocklawaha   Valley   R.    R.    Co.    vs. 

A.  c.  L.  et  al. 
May  2— Santa  IV.  X.   M.— Kxamlnor  rji-rry: 

*  12351 — Santa  1-v  Metal  anil  Iron  Co.  vs.  Director  General. 
May  2— Lam-aster,    Pa.— Kxiimin.-r  Carter: 

»  1236*— Jiilin  \V.  KslK-lman  Ar  Sons  et  al.  vs.  M.  &  O.  et  al. 
May  2— liav  City.  Midi.— Kxaminer  Jewell: 

*  14373— The    Kneeland    liigelow   Co.    et    al.    vs.    Director   General    and 

Michigan  Central. 
May  2 — Pueblo.  Colo. — Examiner  Pattison: 

12227— Drlscoll  Coal  and  Wood  Co.  et  al.  vs.  Director  General. 
May  2 — N«-\v  Orleans,  La.— Examiiu-r  Archer: 
•I.  and  S.  1320 — Oil  from  Texas  ports  to  Sulphur  Mini-.    Lit. 
May  4— New  York.  N.  Y.— Examiner  Carter: 

*  12104 — Midland  Linseed  Products  Co.  vs.  Erie  et  al. 
»  12290 — Midland  Linseed  Products  Co.  vs.  Erie  et  al. 
May  4 — Argument  at  Washington.  D.  C. : 

I.  and  S.  1269— Extension  of  Memphis  Southwestern  scale  to  addi- 

tlonal  southwestern  points. 
Fourth  Section  App.  11761— F.  A.  Leland. 
May  5 — Now  York,  N.  Y. — Examiner  Carter: 

*  12295— West  Virginia  Pulp  &  Paper  Co.  vs.  Director  General. 
May  5— Douglas.  Ariz.— Examiner  Gerry: 

*  12364 — Southern    Arizona   Traffic   Assn.    et    al.    vs.    Arizona   Eastern 

et  al 
o  12391— Southern   Arizona   Traffic   Assn.    et   al.    vs.   Arizona   Eastern 

«-t   al 

May  5 — Milwaukee.  Wis.— Examiner  Jewell: 
»  12288— Jiffy  Dessert  Co.  vs.  C.  *   N.  W.  et  al. 

*  Portions  of  fourth  s.-< -lion  application  959 — W.  A.  1'oteet. 
May  5 — Argument  at  Washington.  D.  C.: 

12123 — Ohio  rates,  fares  and  charges. 
May  6 — Now  York,  N.  Y. — Examiner  Carter: 

*  12296 — International  Paper  Co.  vs.  Director  General. 
May  6 — Argument  at  Washington,  D.  C.: 

10393 — Pittsburgh,    Allegheny    &    McKces    Rocks    R.    R.    Co.    vs.    Pa. 

10236— Diamond  Alkali  Co.  vs.  Fairport.  Painesvillc  &  Western  et  al. 
May  7 — New  York.  N.  Y. — Examiner  Carter: 
«  12303—  Edwin  H.  Say  re  et  al.  vs.  C.  R.  R.  of  N.  J.   et  al. 
May  7 — Minneapolis,  Minn.— Examiner  Jewell: 

*  12246 — Brooks  Scanlon  Lumber  Co.  et  al.  vs.  Ann  Arbor  et  al. 
May  9 — New  York.   N.   Y.— Examiner  Barclay: 

*  12066 — Construction    and    repair    of   railroad    equipment    (locomotive 

equipment  of  tli<    X.   Y.  C.   R.   It.   Co.   lines  east  and  west). 
May  9 — Norfolk.  Va. — Examiner  Fuller: 

*  12375—  K.  S.  Royster  Guano  Co.  vs.  Director  General. 


i232< 


SSlnMfcc^^D.^-N.  and  Director  General     . 
bliver  Iron  Mining  Co.  vs.  Director  General  and  D.  M.   &  li 

^^^W™™"'*-  &  S.  F.  et  al  Such  fourth 
section  departures  as  may  exist  in  the  adjustment  of  rates  will 
be  considered  by  the  Commission  in  the  disposal  of  this  c.mu/laint. 


o.   vs.   Genessee   &   Wyoming 


a 


*  11622a(Sub.  No.  1)—  E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Genessee  &: 

Wvoming  et  al. 

*  11040—  Boston  Wool  Trade  Assn.  vs.  B.  &  A.  el 

?%iJl^^^Yr  cr^MlSwS^  v..    Grand   Trunk   Wester 

*  I2395i-Chevrolet  Motor  Co.  of  California  vs.  Erie  et  al. 
May   12—  New  York,   N.    Y.—  Examiner   Carter: 

*  12397  _  Chevrolet  Motor  Co.  of  Texas  vs.   Michigan  Central  et  al. 
May  12—  Washington,  D.  C.—  Examiner  Smith: 

*  12352  —  C    G.  Chevalier  vs.  Director  General. 
May  12—  Wichita,   Kan.—  Examiner  Early: 

*  12326  —  The  Wichita  Board  of  Commerce   et  al.   vs.   A.   T.   &   a.  1 

*  12353—  The  Vickers  Petroleum  Co.,  Inc..  vs.  A.  T.  &  S.  F.  et  al. 
May  12  —  Argument  at  Washington.  D.  C.  : 

*  11673  —  The  Ft    Dodge  Commercial  Club  ct  al.  vs.  Ark.  (  vntral  ct  al. 

*  10461—  Peerless  Coal  Co.  of  Illinois  vs.  A.  T.  &  S.  F.  et  al. 

*  10461   (Sub.   No.  1)—  The  Jones  &  Adams  Coal  Co.  vs.  A.  T.  &  S.  F. 

May  12—  San  Francisco,  Calif.  —  Examiner  Gerry: 

*  12306  —  E.   W.   Fallini  vs.   Sou.   Pac. 

*  12540—  E.   W.   Fallini   vs.   Sou.   Pac.  et  al. 

*  12429—  I'aciiic  Guano  and  Fertilizer  Co.,  Inc.,  vs.  feou.  Pac.  ct  al. 

LOAN   TO   W.   C.    F.  &   N. 

The  Commission  has  approved  a  loan  of  $1,260,000  to  th 
Waterloo,  Cedar  Falls  &  Northern  Railway  Company  to  aid  Hi 
company  in  meeting  maturing  indebtedness  and  in  providin 
itself  with  additions  and  betterments. 


B.  R.  &  P.  CONSTRUCTION 

The  Buffalo,  Rochester  &  Pittsburgh  Railway  Company  ha 
applied  to  the  Commission  for  authority  to  construct  a  shot 
branch  in  Indiana  County,  Pennsylvania,  a  distance  of  abou 
2%  miles,  to  reach  about  4,000  acres  of  bituminous  coal  territo- 
not  now  served  by  any  railroad. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate   and    Foreign    Commerce 
BperUltst  *  Counsellor 


Transportation  971  SPITZER  BLDG. 

Trsckue  Arrangements—  Demurrage     TOLEDO,  OHIO 
General  Matters  Relating  to  Bute. 
Interstate  and  Foreign  Commerce 


OBOBOE  M.  BROWN 


OBOBOE  L.  BOYLE 


BROWN  &  BOYLE 
Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  Adltutmenti 

and  Practice  before  the  Interstate 

Commerce  Commission. 

•enthtni  Butldtni,  Wubinltan.  D.  O 

Telephone  Main  £70* 


GEO.    T.    BELL 

COMMERCE  COUNSEL 

1)19-1921.  Executive  Vice-President.  North- 
ern West  Virginia  Coal  Operators'  Associa- 
tion; 1914-1919.  Attorney-Examiner.  Inter- 
state Commerce  Commission;  1909-1919, 
Commerce  Counsel  for  various  commercial 
organizations  and  shippers  of  Missouri  River 
olUes. 
MUNSEY  BUILDING,  WASHINGTON,  D.  C. 


CHARLES  H.  LAMPEN 

Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


Hickox  Bldg., 


CLEVELAND,  O. 


CHAS.  E.  COTTERILL 

COMMERCE  COUNSEL 

Suit*    1120    Hurt    Building 

ATLANTA,  GA. 


CLYDE  N.  THOMPSON 

INDUSTRIAL  TRAFFIC   MANAGER 

All     Traffic     and     Transportation     matters. 

Traffic  Service  Rendered  on  monthly 

basis.   Correspondence  solicited. 

McGLONE,    Monroe    County,    Wett    Virginia 


KARL  KNOX  GARTNER 


(For  a  number  of  years  Attorney  and  Bxamlner. — 

Commerce  Commission,  and  prior  thereto  engaged  la  Ike 
practice  of  law  at  Louisville,  Ky.) 

Special  attention  to  matter*  before  the  Interstate 
Commerce  Commission.  Income  Tax  Umlt,  Federal 
Trade  Commission,  United  Statea  Shipping-  Board. 
Federal  Courts. 

701-706  WOODWARD  BLOCK,  WASHINGTON 


Wilbur  LaRoe,  Jr. 

Commerce  Counsel 
Southern  Building        Washington,   D.  C. 


EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty   Central    Trust    Building, 

St.  Louis,  Mo. 

Special  attention  to  matters  before  Inter-  , 
state  Commerce  and  State  Commissions  and] 
railroad  and  rate  litigation  and  claims. 
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Direct  Fast  Freight 
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OFFERING 
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and  SERVICE 


For  Rate*  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
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A  ttcncil,  a  truth  and  ink  insurt 
accurate,  lov  eotl  marking. 


How  Stencil   Marking   Reduces  Expense  in 

the   Shipping   Room 


Fthe  same  time  it  takes  a  man  to  hand  letter  an  address,  an- 
other man  using  a  stencil  can  mark  ten  of  them.   Stencilling 
is  the  fastest  method  of  marking.   No  skill  is  required  and  regard- 
less of  the  speed  at  which  the  marker  works  every  stencilled 
address  will  be  bold,  accurate  and  easy-to-read. 

Even  in  using  stencils  where  tags  were  formerly  used  the  saving 
is  tremendous.  Duplication  of  work  in  writing  out  and  fastening 
tags  is  eliminated.  Where  more  than  one  article  is  being  shipped 
to  one  address,  a  single  stencil  can  be  used.  For  a  single  stencil 
can  be  used  hundreds  of  times. 

The  cost  of  the  stencil  is  negligible — in  less  than  a  minute  any 
one  can  cut  out  an  accurate,  clear  edged  stencil  with  the  Ideal 
Stencil  Machine.  A  few  strokes  of  the  brush  transfer  an  address 
that  insures  accurate  delivery  of  goods.  And  a  stencilled  address 
lends  character  to  the  goods  you  ship. 

For  marking  everything  from  parcel  post  packages  to  the  huge 
boxes  and  crates  for  export  shipment  there  is  an  Ideal  machine 
of  the  right  size. 

Try  out  an  Ideal  to  your  own  satisfaction;  see  for  yourself  the 
economy  possible  through  its  use  on  your  shipping.  At  your 
request  we  will  place  one  at  your  disposal.  Send  for  our  free 
booklet,  "Safeguarding  Your  Shipments." 

Ideal  Stencil  Machine  Company 

20    Ideal  Block  Belleville,  111. 

Agents  in  all  principal  cilia.    Supplies 
and  icrvice  available  at  all   lima. 


REG 
U.S. 
PAT 
OFF 


QUAKER  OATS  CO. 
-HICAGO.  ILL 


-Sfcrw//  marked  addrettt 

cannot  be  mitread. 


I  DEM 


5fcnc/Ji  can  be  used  over  and  o 
hundred*  of  Hmm. 
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Sena  for  our  illustrated 
J^lanual  on  Woo  Jen  Box 
and  Cirate  Construction 
—  practical —  compete — 
authoritative. 

200  f>ageS~$3.50 


Protect  Your   Goods 

Good  wood  boxes  are  built  to  stand  hard  knocks  and 
rough  handling. 

Anvils,  plows  and  heavy  castings  are  often  loaded  in 
the  same  car  with  your  goods.  In  the  heavy  jolts  of 
switching  the  -wood  box  takes  the  blows  and  saves  the 
merchandise  within. 

Freight  is  often  carelessly  loaded.  Goodwood  boxes  stand 
pressure  in  the  hottom  of  the  pile.  They  stand  hard  falls. 

Hooks  cannot  pierce,  and  moisture  does  not  penetrate, 
the  solid  walls  of  good  wood  boxes. 

Y  ou  give  your  goods  maximum  protection  against  the 
hazards  of  transportation  -when  you  ship  in 

Wood  Boxes 

Backed  oy  tne  ^National  Association  of  :Box  .^Manufacturers 

GENERAL  OFFICES 
1553  CON  WAY  BUILDING.  CHICAGO 

New  York  :  Eaitern  :  Southeaster*  : 

17  WEST  46th  STREET         433  CALVERT  BUILDING     J10  WALTON  BUILDING 

New  York.  N.  Y.  Baltimore.  Md  Atlanta.  Gt. 


New  England  : 

1013  SCOLLAY  BLDG. 

Borton.  Ma... 
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LUCKENBACH  LINES 

Express  Freight  Service 

U.  S.  Mail  Steamers  Twin  Screw  American  Steamers 


New  York 
New  York 


Rotterdam 


Philadelphia 


Rotterdam 


Hamburg 

Amsterdam 
Amsterdam 


PmTa Ie°lphia  1     Port  of  Los  AnSeles      San  Francisco 

Through  Bills  of  Lading  issued  to  and  from  Hawaiian  Islands  and  North  Pacific  Ports 

GENERAL  OFFICES:  44  Whitehall  Street,  New  York 


CHICAGO,  Marquette  Building 
T.  J.  McGEOY 

General  Western  Freight  Agent 


MINNEAPOLIS,  Metropolitan  Life  Building 
C.  H.  DRINKWATER 

Northwestern  Freight  Agent 


Philadelphia 
Lafayette  Building 


Los  Angeles 
Central  Building 


St.  Louis 
Pierce  Building 


San  Francisco 
Merchants  Exchange 


HOUSEHOLD 

GOODS 
FORWARDING 
SERVICE 

"A  Service  Which  Is  Different" 


Bringing   Down   High  Freight  Rates 

ARE  freight  rates  going  to  be  lowered?  They  certainly 
are  for  the  Household  Goods  Shipper  who  makes  his 
shipment  through  us.  Fact  is  we  have  been  engaged  in  doing 
just  that  very  thing  for  our  clients  for  two  decades  and 
more — effecting  substantial  savings  through  co-operation  and 
consolidation. 

Co-operation  of  a  brand  that  means  less  trouble  and  prompt 
shipment — care  and  experience  assuring  the  former,  and  the 
large  volume  of  such  commodities  moving  through  our  service 
insuring  the  latter. 

Consolidation  of  Household  Goods  in  through  cars  to  all  prin- 
cipal centers  West  of  the  Missouri  River  and  the  Southwest 
thus  bringing  down  high  freight  rates. 

Write  us  concerning  that  shipment  of  yours. 

TRANS-CONTINENTAL  FREIGHT  Co. 

Export  and  Domestic  Freight  Forwarders 

Everything  for  Export,  and  Household  Goods,  Automobiles,  Machinery,  Toys  and 
Pianos  for  Domestic  Shipments. 

General   Offices:     Chicago,  203   Dearborn   St. 
Eastern  Offices:     New  York,  Woolworth  Bldg. 

Boston,  Old  South  Building  Cleveland.  Hippodrome  Bldg. 

Buffalo.  Ellicott  Square  Los  Angeles.  Van  Nuys  Bldg. 

Philadelphia.  Drexel  Building  San  Francisco,  Monadnock  Bldg. 

Cincinnati,  Union  Trust  Building  Seattle,  Alaska  Building 

Portland,  Oregon,  i3th  and  Kearney  Sts. 

Write  the  Nearest  Office 
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THE  PRESIDENT'S  WRONG  THEORY 

The  trend  of  economic  thought  in  Washington,  as 
represented  by  expressions  of  President  Harding  and 
members  of  his  administration  who  are  giving  attention 
to  the  railroad  problem,  is  that  the  transportation  key 
is  the  one  that  will  unlock  the  door  that  bars  the  road 
t<  >  n-turn  to  normalcy.  In  other  words,  their  idea  seems 
to  be  that  transportation  must  first  be  restored  to  nor- 
mal condition  through  a  reduction  in  freight  rates,  and 
that  a  revival  of  business  generally  would  follow.  We 
believe  we  are  correct  in  this  understanding.  If  we  are 
correct,  the  matter  is  serious.  The  President  and  his 
a>M>ciatcs  who  agree  with  him  are  wrong,  and  attempts 
to  bring  about  our  economic  salvation  in  accordance 
with  such  theories  will  work  disaster. 

We  think  it  strange  that  President  Harding  has 
reached  the  view  that  we  believe  he  holds.  He  has 
shown  an  admirable  disposition  to  confer  with  and  hear 
tin-  views  of  persons  who  speak  with  knowledge  of 
transportation  from  various  angles,  but  he  seems  to  have 
adopted  the  views  of  those  who  appear  to  us  to  be  the 
least  wise  of  his  advisers.  There  are,  to  be  sure,  many 
jv-ho  believe,  and  many  others  who  pretend  to  believe, 
that  the  high  freight  rates  are  chiefly  responsible  for  the 
lepression  in  business  and  that  reductions  in  rates 
would,  therefore,  restore  business  to  health.  But  the 
Weigh't  of  authority  is  against  that  theory.  \\V  have 
done  our  utmost  to  expose  its  fallacy,  not  only  by  our 
Own  reasoning,  but  by  giving  publicity  to  the  thoughts 

•tliers  who  agree  with  us  and  who  speak  out  of  the 
fullness  of  knowledge  and  experience — notably  Chair- 
man Clark,  of  the  Interstate  Commerce  Commission. 
In  our  opinion  and  in  the  opinions  of  these  others  who 
pidV  something  of  the  matter,  there  is  nothing  more 
false  than  the  idea  that  high  freight  rates  have  caused 
the  slump  in  business  and  that  reductions  in  such  rates 
would  cause  business  to  revive. 
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The  very  most  that  could  be  said,  we  believe,  is 
that  high  rates  have  a  tendency  to  retard  business — 
just  as  any  other  element  of  increase  in  cost  has  such  a 
tendency — and  are,  therefore,  perhaps,  one  of  many  fac- 
tors in  the  situation  that  has  caused  a  falling  off  in 
business,  and  that,  in  exceptional  cases,  the  high  rates 
have  actually  worked  injustice  against  business  and  have 
hindered  its  movement.  But  one  may  not  simply  sweep 
away  an  element  of  the  cost  of  doing  business  merely 
because  it  is  such  an  element,  without  consideration  of 
the  effect  of  such  action  on  those  directly  concerned, 
and  also  in  relation  to  the  general  problem ;  and,  where 
it  can  be  shown  that  high  rates  actually,  in  concrete 
cases,  check  the  volume  of  traffic,  they  should  be  and 
can  be  reduced.  Nobody  disputes  that  or  would  have 
the  facts  otherwise.  The  railroads  want  business  and 
earnings.  If  they  can  get  them  better  through  low 
rates,  they  want  the  low  rates.  The  Interstate  Com- 
merce Commission  wants  to  fulfill  its  function  to  give 
the  carriers  the  percentage  of  revenue  on  their  valua- 
tion prescribed  by  the  law.  If  it  can  do  it  through  low 
rates  better  than  through  high  rates,  it  will  prescribe 
the  low  rates.  All  that  is  necessary  is  to  show  the  facts 
in  these  special  cases.  But  if  we  are  to  put  the  cart  be- 
fore the  horse  and  work  on  the  theory  that,  generally 
speaking,  high  rates  have  caused  the  slump  in  business, 
instead  of  appreciating  the  true  situation— which  is  that 
the  slump  in  business  has  made  it  impossible  for  the 
railroads  to  make  a  living,  even  at  the  high  rates — then 
we  are  approaching  a  time  when  the  railroads  will  have 
more  with  which  to  contend  at  Washington  than  they 
had  a  short  time  ago  when  paternalism  and  the  democ- 
ratization of  labor  were  the  policies. 

The  proper  theory  with  which  to  approach  this 
transportation  problem  is  that  rates  cannot  come  down, 
except  where  they  work  discrimination  and  injustice  or 
where  the  high  level  results  in  actual  loss  of  busines-  t. . 
the  carriers,  until  such  time  as  the  carriers  can  reduce 
their  cost  of  operation  to  the  point  where  their  profits 
show  an  increase.  As  their  profits  increase,  the  general 
level  of  rates  may  be  reduced,  but  not  otherwise.  The 
reduction  in  costs  must  come  before  the  lowering  of 
rates — not  the  lowering  of  rates  first,  as  would  seem  to 
be  the  idea  of  the  President.  Of  cour>e,  the  fact  that 
his  ideas  are  unsound  may  be  regarded  as  of  little 
moment,  on  the  theory  that  he  cannot  direct  what  shall 
be  done.  It  is  true  that  he  cannot  directly  do  so,  but 
he  can  indirectly  do  much,  not  only  in  controlling  or 
influencing  those  who  deal  directly  with  the  subject,  but 
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Start  the  week  right.     Ship  over  the 


"THE  ROAD  OF  SERVICE" 

to  and  from 

Mobile,  Ala.,  New  Orleans,  La.,  Gulfport,  Miss.,  and  Interior 

Mississippi  Valley  Points. 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 

With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville, 
Connersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lines  Routes. 

J.  A.  SIMMONS.  General  Traffic  Manager                C.  I.  &  W.  R.  R.  Building,  Indianapolis.  Ind.  R.  B.  KINKAID.  Assistant  General  Freight  Agent 

For  Information  as  to  Rates,  Routes,  Service,  etc.,  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  have 

General  Agents : 

C.   L   *    W.    R.    R.    Building.    Indianmpolii.    Ind.                201    Mercantile    Building,    Cincinnati,    Ohio.  1210    Barclay    Bldg.,    New    York 

lit   R*lsch   Building,  Springfield,   HI.                                         337   MarquetU   Bide.,   Chicago  728    Monadnock    Bide.,   San    Francisco,   Calif. 

8*4    Areas*   Building.   St.    Louis.   Mo.                                     312    Park   Bid*.,   Pittsburgh.   Pa.  509  Wesley-Roberts  Bldg.,  Los  Angeles,  Calif. 

1*7  Railway   Exchange,  Kansas  City.  Mo.                                  41   Porter  Bldg.,  Memphis,  Tena.  514  Colman  Bldg..  Seattle,  Wash. 
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in  impressing  the  public  mind,  which  is  the  court  of 
final  resort.  It  is  important,  therefore,  that  he  think 
straight  and  get  correct  information.  We  hope  those 
who  think  as  we  do  will  feel  it  their  duty  to  do  their 
utmost  to  see  that  he  is  informed. 

The  situation  is  simply  this:  If  we  reduce  freight 
rates  as  the  first  and  essential  step  in  restoring  business 
to  normalcy,  we  not  only  do  not  restore  business  gen- 
erally to  normalcy,  but  we  wreck  the  railroad  business 
in  particular.  And  wrecking  the  railroad  business,  or 
increasing  in  any  degree  its  difficulties,  as  compared 
with  what  they  are  now,  would  be,  in  our  opinion,  a 
poor  lift  on  the  road  to  general  business  normalcy. 

One  suggestion  that  has  been  frequently  made  is 
that  the  Commission  reverse  itself  and  eliminate  the  in- 
crease it  made  in  Ex  Parte  No.  74.  Many  complaints 
have  been  filed  by  shippers  practically  asking  it  to  do 
that.  But  those  who  have  considered  the  figures  shown 
in  the  reports  of  the  carriers  for  September,  October 
and  November,  the  months  of  greatest  tonnage  and 
greatest  efficiency  in  handling  traffic,  under  the  highest 
rates  ever  known,  know  that  return  to  the  rates  in  effect 
prior  to  August  26,  1920,  would  result  in  financial  dis- 
tress for  the  railroads  such  as  the  carriers  in  no  country 
have  ever  known.  They  made  less  than  four  per  cent 
in  those  months.  The  increase  in  rates  averaged 
slightly  more  than  35  per  cent,  but  the  increase  in  the 
revenue  per  ton  mile  increased  only  25  per  cent.  Rever- 
sion to  the  old  rates  would  result  in  an  immediate  and 
great  deficit  for  practically  every  railroad  in  the  coun- 
try, especially  the  larger  systems.  Last  February  the 
railroads,  for  the  country  as  a  whole,  had  a  deficit  of 
$7,000,000.  Surely  those  who  have  suggested  a  return 
to  the  rates  prior  to  the  Ex  Parte  No.  74  decision  do 
not  contend  that  there  would  be  such  an  immediate  re- 
vival of  business,  under  such  a  slash  in  rates,  that  the 
railroads  could  obtain  an  operating  revenue  as  great  as 
that  which  they  had  under  the  advanced  rates! 


<  >hio  River-Mississippi  Valley  Committee;  Illinois-Indi- 
ana Coal  and  Coke  Committee ;  Chicago  Switching  Com- 
mittee. The  same  general  plan  for  dockets  adopted  by 
other  rate  committees  is  followed  by  this  organization. 


LA  FOLLETTE  BOOSTS  ESCH 

We  congratulate  Commissioner  Esch  on  the  feeling 
entertained  for  him  by  Senator  La  Follette.  If  there 
were  no  other  reason  for  our  regard  for  Mr.  Esch  we 
should  love  him  for  the  enemies  he  has  made.  It  will 
be  news  to  the  country  and  flattering  to  Mr.  Esch  to 
learn  from  La  Follette  that  the  new  commissioner  has 
been  such  a  powerful  friend  of  the  railroads  and  so  all- 
controlling  in  the  matter  of  railroad  legislation.  Senator 
La  Follette's  charges  are  as  false  as  his  transportation 
theories — and  that  is  saying  a  good  deal.  But  we  know 
of  no  reason  why  we  should  pay  any  more  attention 
than  the  Senate  did  to  Senator  La  Follette's  fight 
against  confirmation  of  the  appointment  of  Commis- 
sioner Esch. 


NEW  RATE  COMMITTEE  DOCKETS 
We  have  this  week  added  to  the  dockets  of  railroad 
rate  committees  published  in  The  Daily  Traffic  World 
and  in  the  weekly  Traffic  Bulletin,  the  dockets  of  the 
various  rate  committees  of  the  Illinois  Freight  Associa- 
tion. These  are  as  follows:  Illinois  Rate  Committee; 


DECISIONS  OF  THE  LABOR  BOARD 

It  is  perhaps  natural  that  the  railroad  executives 
and  the  employes  should  both  claim  something  of  vic- 
tory in  the  decision  of  the  U.  S.  Railroad  Labor  Board 
abrogating  the  national  working  agreements.  Each  side 
would  be  likely  to  claim  all  that  could  be  claimed  even 
if  the  board  itself  had  not  gone  out  of  the  way  to  make 
its  course  seem  something  like  a  middle-of-the-road 
policy,  by  saying:  "The  board  is  of  the  opinion  that 
there  is  merit  in  the  contentions  of  each  party  and  has 
endeavored  to  take  action  which  will  secure  some  of  the 
advantages  of  both  courses." 

It  would  seem  to  us,  however,  on  the  face  of  the 
decision,  that  the  victory  is  entirely  on  the  side  of  the 
executives,  who  desired  the  abrogation  of  the  national 
agreements.  They  are  abrogated,  effective  July  1.  It 
is  true  that  in  the  negotiation  of  agreements  between 
individual  roads  and  their  employes  the  executives  are 
somewhat  restricted  by  a  set  of  rules  outside  of  which 
they  must  not  go.  Yet  perhaps  it  could  not  have  been 
hoped  to  negotiate  any  individual  agreements  without 
some  such  limitations  as  these  rules  provide,  and  we  do 
not  think  the  railroads  object  to  them,  anyhow,  to  any 
important  extent. 

It  will  be  wise,  however,  not  to  rejoice  too  much 
over  this  decision.  The  proof  of  the  board's  attitude 
will  come  when  it  has  to  pass  on  individual  agreements 
submitted  by  the  railroads  and  their  employes.  It  has 
repudiated  the  principle  of  national  agreements,  but  that 
will  be  an  empty  victory  if,  while  repudiating  the  prin- 
ciple, it  permits  the  retention  of  the  substance  of  such 
agreements.  We  do  not  mean  to  insinuate  that  it  will 
take  any  such  course;  we  merely  wish  to  make  it  clear 
that  the  board  has  yet  to  prove  itself  in  public  esteem. 
Besides,  three  new  members  are  taking  office  in  place 
of  three  of  the  members  who  participated  in  this  de- 
cision. So  it  will  not  do  to  assume  that  the  matter  is 
settled. 

However,  twice  in  the  last  week  the  board  has  in- 
dicated that  its  course  is  to  be  governed  more  by  com- 
mon sense  and  justice  than  by  the  dictates  of  the  labor 
members.  Its  decision  to  abrogate  the  national  agree- 
ments, coming  before  the  hearings  on  the  question  had 
been  completed,  was  a  complete  surprise.  The  board 
seems  to  have  recognized  what  the  public  has  known 
for  a  long  time — that  the  present  nationally  applied  rules 
are  a  burden  to  the  railroads  and  an  injustice  to  the 
shipping  public.  It  has  recognized  that  the  only  just 
and  equitable  way  to  determine  what  shall  be  just  and 
reasonable  rules  is  for  the  managers  of  each  road  to 
gather  about  the  table  with  their  own  employes  and 
settle  for  themselves  what  conditions  and  rules  shall 
govern  their  work. 

Just  what  caused  the  change  in  policy  on  the  part 
of  the  board  can  only  be  guessed.  Some  regret  had  been 
expressed  by  the  members  that  a  limitation  had  not  been 
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imposed  on  the  length  of  time  for  hearing  at  the  outset, 
but  all  had  agreed  that  it  had  become  too  late  to  do  so. 
Perhaps  Chairman  Barton  came  back  from  his  confer- 
ence with  President  Harding  and  Commissioner  Clark 
with  a  "flea  in  his  ear."  Those  who  give  credence  to 
this  supposition  point  to  the  increased  spirit  of  efficiency 
that  has  manifested  itself  in  the  work  of  the  board  since 
its  chairman's  return.  Another  theory  is  that  the  de- 
cision to  dispose  of  the  case  came  suddenly  with  the 
realization  that  the  labor  leaders  were  "stalling."  It  is 
asserted  that  this  was  made  apparent  by  the  introduc- 
tion of  a  letter  purported  to  have  been  written  by  one 
of  the  executives  of  the  Pennsylvania  ordering  his  sub- 
ordinates to  "defame  all  labor  organizations  if  neces- 
sary." This  letter  was  probably  introduced  so  that, 
after  the  formal  denial  expected  to  come  from  Pennsyl- 
vania officials,  a  host  of  additional  witnesses  could  be 
subpoenaed,  not  because  of  any  information  they  might 
be  able  to  give,  but  simply  to  use  up  a  few  more  of  the 
days  that  were  costing  the  railroads  a  little  short  of  a 
million  dollars  each  through  the  application  of  these 
rules. 

The  board  again  showed  good  sense  when  it  ex- 
tended the  time  allowed  for  presenting  oral  testimony 
in  the  wage  reduction  cases.  As  originally  planned  it 
was  proposed  to  allow  only  eight  hours  to  each  side,  a 
time  manifestly  too  short  for  anything  but  a  mere  gen- 
eral outlining  of  the  disputes.  As  now  arranged,  each 
side  has  five  days  with  five  days  for  rebuttal  thrown  in 
for  good  measure.  That  the  result  of  these  hearings 
will  be  a  reduction  in  railroad  wages  is  generally  be- 
lieved. But  in  a  proceedings  of  such  magnitude  it  be- 
hooves any  administrative  body  to  hear  at  least  enough 
of  the  case  to  get  a  clear  understanding.  We  admit 
that  the  emergency  is  urgent,  but  we  think  the  railroads 
can  hang  on  for  a  few  days  longer  and  the  added  deficit 
thus  accruing  on  account  of  the  continuation  of  the 
present  wage  scales  will  be  a  low  price  to  pay  for  future 
harmony  and  satisfaction. 

REPORT  ON  D.  L.  &  W.  STOCK 

The  Traffic  World  Washington  Bureau 

In  a  report  on  Finance  Docket  No.  65,  in  the  matter  of  the 
application  of  the  Delaware,  Lackawanna  &  Western  for  authority 
to  issue  capital  stock  to  the  full  amount  of  its  corporate  surplus 
and  to  distribute  the  same  as  a  dividend,  the  Commission  au- 
thorized that  corporation  to  issue  145,000,000,  par  amount  of 
common  stock  to  he  distributed  as  a  dividend.  The  carrier  has 
a  surplus  of  190,461,776.03.  That  surplus  is  represented  by  in- 
vestments in  railroad  property  valued  at  $32,030,645.47;  in  min- 
ing properties,  $2,205,988;  in  other  non-operating  properties,  $2,- 
344,179.31;  in  railroad  stocks  and  bonds,  $24,824,046.25;  in  other 
stocks  and  bonds,  $14,229,585.67,  and  in  advances  to  leased  roads, 
$10,344,048.64.  The  company  also  had  at  the  time  of  the  applica- 
tion current  assets  valued  at  $3,136,714.80,  and  net  accounts  with 
the  Railroad  Administration  amounting  to  $1,326,567.69. 

The  issuance  of  the  $45,000,000  of  capital  stock  is  conditioned 
on  the  issuance  of  evidence  of  indebtedness  by  the  leased  lines, 
to  the  applicant  for  the  $10,344,048.64  carried  on  its  books  as 
advances  to  leased  lines,  and  the  transfer  by  the  D.  L.  &  W.  of 
that  sum  to  the  proper  subsidiary  account  under  Investments 
in  Leased  Lines.  A  further  condition  is  that  within  ten  days 
after  the  issuance,  but  not  later  than  September  1,  1921,  the 
D.  L.  &  W.  shall  report  to  the  Commission  all  pertinent  facts  as 
to  the  exercise  of  the  authority  granted.  The  order  of  the  Com- 
mission, dated  April  18,  contains  a  "further  order"  that  nothing 
herein  shall  be  construed  to  imply  any  guranty  or  obligation 
as  to  said  common  capital  stock  or  dividends  thereon,  on  the 
part  of  the  United  States." 

Commissioners  Daniels  and  Potter  in  separate  opinions  con- 
curred in  the  decision,  while  Commissioner  Eastman  dissented. 
Is  dissenting  opinion  was  based  largely  on  the  ideas  expressed 


by  him  in  Finance  Docket  No.  1069,  dealing  with  the  applica- 
tion of  the  Chicago,  Burlington  &  Quincy  for  authority  to  issue 
stock  and  bonds  for  dividend  purposes.  In  that  case  he  gave 
his  reasons  for  believing  that  in  a  case  like  this  the  capitaliza- 
tion of  surplus  is  contrary  to  public  interests  and  ought  not  to 
be  permitted.  He  said  that  in  this  case,  as  in  the  Burlington, 
there  are  many  who  feel  that  when  surplus  earnings  over  and 
above  reasonable  dividends  are  invested  in  carrier  property,  the 
public  having  provided  the  funds  has  an  interest  in  that  prop- 
erty and  cannot  fairly  be  asked  to  pay  the  same  return  on  i 
as  upon  property  representing  real  sacrifice  by  investors, 
talking  about  the  many,  Commissioner  Eastman  said:  "They 
believe  that  it  is  unjust  to  ask  the  public  to  provide  both  capital 
and  return;  that  the  circumstances  attending  the  accumulation 
of  such  a  surplus  impose  a  duty  upon  the  carrier  at  least  to 
share  its  advantages  with  the  public  and  that  this  duty  may  be 
considered  in  valuation  for  rate  making  purposes." 

"In  the  present  case,"  he  continued,  "not  only  is  the  100  per 
cent  stock  dividend  which  the  majority  have  approved,  open  to 
these  and  other  grave  objections,  but  it  might  well  be  denied 
because  of  the  total  lack  of  strong  and  compelling  reasons  in 
its  favor." 

Commissioner  Daniels,  in  his  concurring  report,  said  he 
had  to  refrain  from  giving  entire  adhesion  to  the  basis  which 
seemed  to  underlie  the  report.  He  said  that  while  the  majority 
report  did  not  so  state  expressly,  it  might  fairly  be  inferred  that 
the  report  accepted  the  Lackawanna's  book  cost  of  road  and  equip- 
ment as  virtually  correct.  He  said  the  report  appeared  to  ac- 
cept as  appropriate  for  capitalization,  investments  in  owned 
roads,  in  improvements  on  leased  roads,  and  in  equipment  (de- 
preciated), to  the  extent  that  these  items  exceed  the  stock  and 
bond  liabilities  of  the  applicant.  That  invested  surplus  was  put 
at  $32,030,645,  to  that  sum  advances  made  out  of  earnings  to 
leased  lines  had  been  added,  the  amount  of  the  addition  being 
$10,344,048.  He  said  that  if  it  was  appropriate  to  include  in 
the  amount  capitalized  the  advances  to  leased  lines,  he  was  not 
able,  on  principle,  to  see  the  reason  for  excluding  investments 
out  of  surplus  in  the  securities  of  leased  lines  constituting  an 
integral  and  permanent  part  of  the  Lackawanna  System.  He 
said  that  while  inclusion  in  the  capitalization  of  the  parent  com- 
pany of  the  stocks  and  bonds  of  leased  or  subsidiary  properties 
without  the  cancellation  of  the  stocks  and  bonds  of  the  sub- 
sidiary companies  would  appear  as  a  double  capitalization,  it 
would  as  a  matter  of  fact  not  be  a  double  capitalization  because 
the  parent  company  is  obligated  to  pay  a  guaranteed  dividend 
on  the  securities  of  the  subsidiaries,  the  operation  being  merely 
the  transfer  of  money  from  one  Lackawanna  pocket  to  another 
Lackawanna  pocket. 

Commissioner  Potter  concurred  because  the  authorization  for 
an  issue  of  $45,000,000  is  right.  That  part  of  the  report  deny- 
ing authority  to  issue  the  other  $45,000,000  he  holds  is  wrong. 
"I  do  not  concur  in  the  view  that  the  amount  to  be  issued 
should  be  limited  to  $45,000,000  nor  do  I  concur  in  all  of  the 
reasons  and  conclusions  upon  which  the  report  is  based,"  said 
Potter. 

The  Commission  in  its  report  said  that  authority  to  issue 
stock  cannot  be  claimed  as  a  right.  It  is  within  the  Commis- 
sion's discretion  subject  to  the  limitation  that  the  Commission 
shall  grant  authority  only  if  it  is  able  to  make  the  necessary 
finding. 

"If  applicant  is  lawfully  entitled  to  earn  a  return  upon  the 
fair  value  of  property  acquired  out  of  surplus,  this  right  will 
persist  whether  or  not  the  stock  issue  is  permitted. 

Answering  questions  framed  by  itself,  the  Commission  said: 
"There  is  no  proof  that  the  surplus  sought  to  be  capitalized  is 
the  result  of  excessive  transportation  charges.  Traffic  has  been 
carried  by  applicant  at  rates  controlled  by  state  or  interstate 
regulatory  bodies,  substantially  the  same  as  those  applicable 
over  competing  lines,  and  there  is  no  showing  that  the  return 
from  transportation  charges  upon  the  fair  value  of  applicant's 
property  owned  or  used  for  common  carrier  purposes  has  been 
excessive.  Clearly  the  amount  of  the  return  from  the  coal  prop- 
erty is  immaterial  except  as  it  tends  to  explain  what  might 
otherwise  appear  to  be  excessive  carrier  returns." 

In  summing  up  the  case,  the  Commission  said:  "The  evi- 
dence establishes  (1)  that  the  Delaware,  Lackawanna  &  West- 
ern Railroad  has  a  large  uncapitalized  surplus;  (2)  that  the 
present  capitalization  is  below  the  actual  investment  or  fair 
value  of  the  property;  (3)  that  the  increase  in  capitalization 
which  would  follow  the  grant  of  authority  hereinafter  suggested, 
would  still  leave  the  total  capitalization  of  the  applicant  below 
the  fair  value  of  the  property;  and  (4)  that  the  remaining  un- 
capitalized surplus  will  be  sufficient  to  serve  the  purposes  for 
which  a  surplus  should  be  accumulated." 


W.  &  L.  E.  PERMISSION   DENIED 

The  Wheeling  &  Lake  Erie  has  been  denied  permission  by 
the  Commission  to  pledge,  from  time  to  time,  for  short-term 
notes,  any  bonds,  stocks  or  other  securities  now  or  hereafter 
held  in  its  treasury.  The  Commission  said  the  record  did  not 
disclose  that  the  applicant  has  any  of  its  securities  in  its  treas- 
ury available  for  pledge. 
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Current  Topics 

in  Washington 


Harding  After  Lower  Rates — President  Harding  consider* 
transportation  the  key  to  the  whole  domestic  economic  situation. 
is  his  position  that  If  transportation  can  be  restored  to  nor- 
malcy, represented  by  rates  at  which  t nitric  can  move  freely  he 
will  consider  that  a  great  step  forward  has  been  taken.  Regard- 
less <>f  what  Chairman  Clark  of  the  Commission  and  others 
think,  his  thought  is  that  high  rates  are  preventing  the  men  e 
merit  of  such  an  amount  of  traffic  as  to  have  a  deleterious  effect 
on  business.  However,  he  Is  not  going  to  call  any  conference 
between  railroad  executives  and  railroad  workers  unless  he  can 
SIT  something  to  be  accomplished  by  such  conferences. 

Practically  all  the  time  of  the  cabinet  at  its  meeting  April 
15  was  devoted  to  a  consideration  of  the  railroad  question,  which, 
as  the  President  sees  it,  is  almost  exclusively  a  question  of  the 
rates  the  public  is  required  to  pay. 

Nothing  definite  or  concrete  that  might  be  expected  to  re- 
sult in  a  lowering  of  freight  rates  and  costs  of  operation  was 
evolved  at  the  cabinet  meeting.  There  is,  therefore,  no  plan 
for  accomplishing  the  step  which  the  President  thinks  would 
be  toward  more  nearly  normal  conditions.  A  hope  was  ex- 
pressed at  the  conclusion  of  the  meeting  April  15  that  some- 
thing definite  might  be  suggested  and  agreed  on  for  considera- 
tion at  the  next  cabinet  meeting  April  22.  The  cabinet  meeting 
scheduled  for  April  19  was  cancelled  April  15  because  President 
Harding  had  made  arrangements  to  be  in  New  York  on  that  day. 

The  utterances  of  President  Harding  and  those  of  his  cab- 
inet officers  that  are  clear  enough  to  enable  one  to  be  sure  what 
is  in  the  minds  of  those  speaking  indicate  a  belief  that  rates 
are  hampering  the  flow  of  traffic  to  such  an  extent  that  busi- 
ness is  being  checked  by  them,  and  that  high  operating  costs 
are  the  cause  of  the  high  rates.  Neither  the  President  nor  any 
of  his  advisers  has  indicated  whether  he  believes  it  is  possible 
to  reduce  any  rates  in  advance  of  reductions  in  operating  costs. 
The  President,  however,  always  speaks  of  rates  first  and  high 
operating  costs  second,  as  if  it  might  be  possible  to  revive  busi- 
ness by  a  reduction  in  rates  in  advance  of  a  reduction  in  operat- 
ing costs. 

If  that  is  the  President's  thought,  the  burden  of  going  forward 
is  on  the  carriers,  or  the  Commission,  or  both.  They  have  the 
power  to  reduce  rates,  the  carriers  almost  out  of  hand  and  the 
Commission  after  hearing.  The  reduction  in  operating  expenses 
that  can  be  caused  by  any  governmental  agency  is  the  reduction 
of  wages  by  the  Railroad  Labor  Board,  also  after  hearing. 

Inasmuch  as  the  Railroad  Labor  Board  has  set  cancellation 
of  the  national  agreements  for  July  1,  further  hearings  on  the 
subject  might  have  to  be  held  were  the  Board  to  be  of  an  idea 
that  perhaps  there  should  be  changes  before  that  time. 

President  Harding  cannot  compel  either  the  Commission  or 
the  Board  to  act.  They  are  not  members  of  the  executive  branch 
of  the  government  subject  to  his  orders.  But  the  President  at 
all  times,  has  great  influence  over  such  quasi-judicial  bodies. 
President  Wilson  exerted  himself  in  behalf  of  an  increase  in 
rates  m  1  14.  The  Commission,  after  the  declaration  of  war  in 
Europe,  held  further  hearings  on  the  subject,  reversed  itself, 
and  granted  a  five  per  cent  increase  in  rates. 

A  plan  for  dealing  with  the  railroad  problem  as  if  it  were 
something  the  like  of  which  exists  in  no  other  line  of  human 
endeavor,  is  expected  to  result  from  consideration  of  the  sub- 
ject by  President  Harding  and  his  advisers.  They  are  still  new 
enough  in  office  to  believe  that  by  more  legislation  or  some 
other  manifestation  of  governmental  power  such  an  equilibrium 
as  will  put  the  railroads  on  their  feet  can  be  ordained  Men 
who  really  know  something  about  the  disproportion  of  revenue 
and  expense  are  not  as  hopeful  as  the  newcomers  in  office.  But 
some  time  soon  those  who  got  the  benefit  of  war  prices,  wages 
and  profits  will  resume  buying,  and  that,  it  is  believed,  will  do 
more  to  help  in  the  emergency  than  anything  that  might  be 
worked  out  by  President  Harding  and  his  cabinet,  for  immediate 
application.  The  railroads  need  help  immediately.  Other  In- 
dustries are  in  like  condition.  Plans  made  by  President  Harding 
mid  his  advisers,  it  may  be  suggested,  may  be  helpful  for  the 
future,  but  if  the  railroads  and  other  industries  needing  help 
now  are  compelled  to  wait  until  something  can  be  "worked  out," 
i  here  will  be  more  work  for  the  financial  coroner  than  for  the 
physic  compounded  at  the  White  House.  The  possibility  of  a 
plan  for  help  being  evolved  affords  much  opportunity  for  talk. 
Whenever  a  cabinet  officer  gives  an  audience  to  newspaper  cor- 
respondents, it  is  a  100  to  1  shot  that  he  will  be  persuaded  to 
talk  about  railroad  rates.  Harding's  advisers  are  all  committed 
to  the  proposition  that  rates  (all  rates,  not  merely  some  rates) 
are  more  than  the  traffic  can  bear.  It  is  amusing  to  hear  what 
some  of  the  cabinet  officers  and  their  newspaper  friends  say 
to  each  other.  One  of  the  most  prominent  cabinet  members,  in 
a  recent  talk,  pointed  out  that  great  good  had  resulted  from 


t lie  reduction  in  siorker  and  tattler  cattle  rated.  There  wan 
nothing  wrong  about  that  except  (hat  the  rates  had  not  yet 
gone  into  effect.  Murii  more  talk  of  no  more  real  value  than  that 
has  taken  place.  However,  the  dim  UMHlonit  usually  r«»ult  in 
some  one  of  the  newspaper  men  unking  queHflon*  and  obtaining 
answers  from  Home  of  the  men  who  do  know  something  about 
the  subject.  In  that  way  i  lie  uliiteilnn  generalities  uttered  by 
i  he  cabinet  officers  obtain  educational  value.  They  cause  ques- 
tions to  be  asked  which  result  In  nome  of  the  newspaper  men 
learning  that  a  men-  reduction  In  rates  will  not  be  much  of  a 
help  unless  and  until  it  can  be  pointed  out  that  the  reduction 
will  enable  somebody  to  ship  something  that  was  moving  at 
one  time,  but  IB  not  moving  now  because  the  rates  are  too  high. 

Compelling  Revenue  by  Law. — One  of  the  things  that  Is  be- 
ing  brought  out  by  the  discussion  In  the  cabinet  about  the  rail- 
roads is  that  the  only  failure  has  been  in  the  matter  of  net 
return  decreed  by  section  lua.  That  failure  now  appears  to  be 
due,  in  large  measure,  to  inability  to  figure  what  things  would 
cost  in  1921  and  the  number  of  men  that  would  be  needed  to 
handle  the  maximum  amount  of  freight.  There  were  many  men 
who,  while  section  15a  was  being  made,  held  the  opinion  that 
it  did  not  amount  to  anything,  unless  it  could  be  proved  that 
the  Commission  had  been  allowing  rates  on  the  theory  that 
something  less  than  6  per  cent  would  be  an  adequate  return. 
But  that  the  Commission  had  been  making  rates  on  that  theory 
was  neither  alleged  nor  proved.  Prior  to  the  war,  a  railroad 
that  continually  paid  five  per  cent  or  more  was  able,  at  prac- 
tically any  minute,  to  borrow  money  for  less  than  five  per  cent. 
Money  is  not  loaned,  those  who  have  borrowed  know,  because 
a  statute  says  somebody  shall  try  to  allow  earnings  equal  to 
six  per  cent.  It  is  loaned  on  the  lender's  estimate  of  the  bor- 
rower's ability  to  earn  the  interest,  some  dividends,  and  to  return 
the  money.  A  railroad,  before  the  war,  that  could  do  no  more 
than  earn  the  interest  on  its  outstanding  bonds  could  not  bor- 
row at  five  per  cent  or  less,  not  because  rates  were  too  low,  but 
simply  because  the  lenders  did  not  believe  it  was  well  enough 
managed  or  well  enough  situated  to  hold  out  a  prospect  of  get- 
ting business  enough  to  enable  it  to  be  sure,  at  all  times,  to 
earn  the  interest.  Money  lenders  began  taking  a  hand  in  rate 
cases  only  when,  by  reason  of  governmental  impositions  in  the 
way  of  full  crew  laws,  grade  crossing  expenditures,  headlight 
and  other  safety  appliance  requirements,  not  to  mention  what 
often  looked  like  a  too-ready  grant  of  the  demands  of  organized 
labor,  backed  by  government  officials,  the  margin  between  reve- 
nue and  expense  began  threatening  the  security  underlying  the 
bonds.  The  bonds  were  issued  before  the  laws  were  changed. 
When  changed  the  lenders  could  not  be  sure  of  their  money. 
Therefore,  they  took  the  natural  step  of  getting  into  the  fight  to 
increase  the  revenue  of  the  carriers.  Now  they  know  that  not 
even  legislative  directions  to  allow  six  per  cent  amount  to  much 
if  the  property  is  loaded  down  with  expenses  greater  than  can 
be  paid,  even  under  the  highest  rates,  greatest  tonnage  and 
maximum  of  efficiency. 


Anticipating  Increases  in  Rates. — Another  thing  that  is  being 
brought  out  by  the  discussion  is  that  labor  and  furnishers  of 
supplies  and  materials  nearly  always  discount  every  increase 
in  rates  at  much  greater  percentages  than  the  increase  in  rates. 
That  can  be  mathematically  proved.  The  labor  union  leaders 
and  the  suppliers  of  coal,  steel  and  other  things  used  by  the 
railroads  know  about  an  increase  as  soon  as  the  traffic  men 
of  a  railroad  begin  talking  about  it.  They  do  not  have  to  obtain 
the  consent  of  the  Commission  to  increase  their  prices  in  antici- 
pation of  the  increase  in  rates,  the  burden  of  which  they  will 
have  to  share.  They  proceed  to  "get  theirs"  long  before  the 
Commission  can  act.  They  proceeded  to  "get  theirs"  before 
General  Order  No.  28  became  effective  and  they  anticipated 
Ex  Parte  No.  74.  In  1920  coal  went  up  on  an  average  98  cents 
a  ton  and  fuel  oil  33  cents  a  barrel.  The  increases,  it  is  be- 
lieved, took  place  long  before  August  26.  The  writer  has  not 
the  figures  to  prove  the  correctness  of  that  assumption,  but. 
inasmuch  as  the  good  times  for  the  coal  mine  operator  did  not 
last  long  after  August  26,  it  is  suggested  that  most  of  the  in- 
crease of  98  cents  must  have  taken  place  before  that  date.  The 
railroad  laborers  "got  theirs"  pre-dated  to  May.  1920.  A  de- 
monstrable fact  is  that,  in  the  matter  of  wages  to  railroad  em- 
ployes, prior  to  1915  for  a  dozen  or  more  years,  the  increases 
were  greater  than  the  increases  in  operating  revenue.  Only  in 
1916  and  1917  did  the  labor  unions  fail  to  get  the  whole  of  the 
increase  in  rates.  In  those  years  the  railroads,  as  a  whole, 
made  a  greater  rate  of  return  than  ever  before  in  their  history. 
But  since  that  time  the  union  leaders  have  never  been  so  remiss 
as  to  allow  the  company  to  keep  all  the  revenue  the  Increase 
in  rates  granted  to  it.  They  have  seen  to  It  that  the  company's 
state  was  worse  after  an  increase  than  before.  A.  E.  H. 


APPLICATION   OF  ABANDONMENT 

The  Kentwood,  Greensburg  &  Southwestern  Railroad  Com- 
pany has  applied  to  the  Commission  for  authority  to  abandon 
Its  narrow-gauge  railroad,  13.21  miles  long,  between  Kent's  Hill 
and  Freiler,  I.a..  because  of  continued  operation  at  a  loss. 
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MEMBERSHIP  IN  THE  N.  I.  T.  L. 

In  Ha  efforts  to  increase  its  membership  materially  before 
the  next  meeting,  to  be  held  in  Cleveland,  May  25  and  26,  the 
National  Industrial  Traffic  League  has  issued  the  following 
circular: 

"The  National  Industrial  Traffic  League  is  a  shippers'  or- 
ganization. It  was  organized  in  1907,  by  a  comparatively  small 
number  of  progressive  and  aggressive  traffic  representatives  of 
shippers.  It  has  a  record  of  thirteen  years  of  real  accomplish- 
ments on  behalf  of  the  shipping  public.  The  value  of  its  work 
for  shippers  Is  no  longer  open  to  question.  No  one  who  attended 
the  last  annual  meeting,  held  in  New  York,  November  18  and 
19,  would  question  it,  and  we  think  no  one  who  has  gone  care- 
fully over  the  printed  proceedings  of  that  meeting,  or  who  fol- 
lows the  work  of  the  League  from  week  to  week,  by  means  of 
the  numerous  circular  advices  issued,  will  question  it. 

"It  is  the  only  organization,  national  in  its  scope,  giving 
its  exclusive  attention  to  transportation  and  traffic  questions. 
It  embraces  in  its  membership  the  most  active  and  competent 
traffic  men  in  the  industrial  field. 

"Its  standing  committees  are  a  medium  for  the  thorough 
consideration  of  the  various  traffic  subjects  submitted  by  mem- 
bers. The  recommendations  of  its  committees  made  to  the 
executive  committee  are  presented  to  and  discussed  by  the  mem- 
bers at  the  three  or  four  general  meetings  held  annually.  These 
meetings  are  an  open  forum  for  the  discussion  of  subjects  that 
directly  affect  every  shipper  in  the  country.  They  are  so  interest- 
ing and  profitable  that  some  of  our  members  have  spoken  of  them 
as  schools  for  the  training  of  competent  traffic  men. 

"The  value  of  the  work  of  the  League's  committee  cannot 
be  overestimated.  What  would  it  mean  to  the  shippers  of  this 
country  if  the  so-called  'car  spotting'  proposition  which  the  car- 
riers are  proposing,  became  effective?  What  would  it  mean  to 
your  company?  If  it  is  defeated,  it  will  be  because  of  the  strength 
and  activity  of  the  National  Industrial  Traffic  League.  No  single 
commercial  organization,  traffic  bureau  or  any  individual  ship- 
per can  successfully  deal  with  that  and  many  other  general 
propositions.  It  requires  the  strength  of  the  combined  forces  of 
the  half  million  shippers  represented,  directly  or  indirectly,  in 
the  National  Industrial  Traffic  League. 

"You  have  doubtless  read  the  report  of  the  special  commit- 
tee on  that  subject — our  circular  No.  298.  It  is  a  very  able 
document.  Comparatively  few  members  of  the  League  will 
realize,  until  their  attention  has  been  called  to  it,  the  vast  amount 
of  work  and  gray  matter  put  into  its  preparation.  The  commit- 
tee held  several  meetings,  one  in  Pittsburgh,  which  lasted  for 
two  full  days.  One  of  those  days  it  was  in  conference  with  the 
committee  representing  the  carriers.  Nine  members  of  the  com- 
mittee were  present,  and  they  were  assisted  in  their  work  by  sev- 
eral other  members  of  the  League  who  were  invited  in  because 
of  their  particular  knowledge  on  this  subject  and  could  be  help- 
ful to  the  committee.  One  of  the  members  of  the  committee, 
Mr.  Seth  Mann,  of  San  Francisco,  crossed  the  continent  to  at- 
tend the  meeting  of  the  committee  held  in  New  York,  November 
17.  The  expense  incurred  by  members  of  the  committee  was 
not  less  than  $2,500  for  traveling  expenses,  printing,  postage, 
sationery,  clerical  hire,  etc.  The  only  portion  of  this  expense 
borne  by  the  League  is  the  printing,  postage  and  clerical  hire. 
The  members  of  the  committee  not  only  gave  their  time,  but 
the  firms  they  represent  bore  their  traveling  expenses.  The 
same  can  be  said  of  all  our  committees. 

"The  members  of  the  committees  on  bills  of  lading,  demur- 
rage and  storage,  freight  claims,  etc.,  not  only  give  their  time 
and  talents,  but  the  companies  with  which  they  are  connected 
pay  their  traveling  expenses  while  traveling  upon  the  business 
of  the  National  Industrial  Traffic  League. 

"These  are  some  of  the  things  that  should  be  brought  to 
the  attention  of  prospects,  who  enjoy  the  fruits  of  the  League's 
accomplishments  without  sharing  any  of  its  burdens. 

"If  a  great  many  firms  are  not  only  willing  to  pay  the 
maximum  annual  dues  of  $100,  but,  in  addition,  are  willing  to 
give  liberally  of  the  time  of  their  traffic  managers  and  pay  their 
traveling  expenses  as  well  when  engaged  upon  work  that  affects 
all  shippers  more  or  less  directly,  is  it  not  reasonable  to  ask 
I  hat  those  who  share  the  benefits  contribute  towards  the  sup- 
port of  the  League,  through  a  membership  upon  a  basis  of  from 
$50  to  $100  per  annum? 

"Some  will  say  that  they  already  belong  to  the  local  cham- 
ber of  commerce,  or  some  distinctly  trade  organization,  which 
are  members  of  the  League,  and  therefore  they  are  kept  informed 
of  its  work,  etc.  If  the  League  were  supported  by  organizations 
such  as  have  been  referred  to,  only,  its  income  would  be  less 
than  $12,000  per  annum,  an  amount  totally  insufficient  to  carry 
on  any  effective  work.  Seventy-five  per  cent  of  its  support  Is 
from  individual  memberships,  and  its  only  opportunity  for  ex- 
pansion is  among  shippers. 

"Others  will  say  that  they  are  not  in  sympathy  with  the 

olicy  of   the  League;    that   it  advocated   something   which   did 

neet  with  their  approval.     The  answer  to  that  argument  is 

If  the  policy  of  the  League  is  wrong,  they  should  join  and 

leaver  to  correct  its  policies.     Very  generally,  however    they 


will  be  found  wholly  unacquainted  with  all  the  facts  which 
governed  the  action  of  the  League  upon  the  subject  complained  of. 

"More  frequently,  however,  there  will  be  a  frank  acknow- 
ledgment of  the  valuable  work  the  League  is  doing.  They  are 
in  entire  sympathy  with  it,  but  because  they  do  not  feel  that 
they  can  take  an  active  part,  they  think  they  will  not  be  bene- 
fited sufficiently  to  justify  the  payment  of  dues.  To  all  such, 
the  value  of  the  information  disseminated  almost  daily  from 
the  executive  offices  is  worth  a  good  deal  more  than  the  amount 
paid  in  annual  dues.  Upon  this  class  of  prospects,  the  direct 
value  to  them  of  the  League's  efforts  on  various  important  ques- 
tions should  be  urged. 

"Still  others  will  admit  the  value  of  the  League's  work  and 
their  hope  to  become  affiliated  with  it  at  some  time  in  the  future. 
Upon  such  prospects,  the  necessity  of  supporting  the  League 
should  be  urged.  Certainly  they  do  not  wish  to  see  the  work 
either  discontinued  or  curtailed.  There  is  too  much  at  stake  to 
permit  of  either,  but  if  all  shippers  were  of  their  opinion,  the 
League  could  not  carry  on  its  work." 


COST  OF  RAILROAD  FUEL 

The  Traffic  World  Washington  Bureau 

The  increased  cost  of  fuel  to  steam  railroads  of  the  United 
States  for  1920  as  compared  with  1919  is  shown  in  a  report  sub- 
mitted to  the  Senate  by  the  Interstate  Commerce  Commission 
in  response  to  a  resolution  asking  for  that  information.  The 
report  covered  38  mimeographed  pages,  giving  detailed  figures 
from  the  Individual  railroads. 

The  report  shows  that  Class  1  roads  in  1920  bought  155,343,- 
635  net  tons  of  bituminous  coal  at  a  total  cost  of  $641,224,469, 
while  in  1919  they  bought  123,907,508  tons  at  a  total  cost  of 
$390,036,556.  The  increase  in  the  cost  of  bituminous  coal  in 
1920  over  1919,  therefore,  was  $251,187,913.  Part  of  the  increase 
was  due  to  the  greater  amount  of  coal  bought  in  1920. 

"It  will  be  observed,''  the  Commission  said,  "that  for  all 
regions  the  average  delivered  cost  of  bituminous  coal  was  $3.15 
per  net  ton  in  1919  and  $4.13  in  1920,  an  increase  of  98  cents  a 
ton.  At  the  mine,  the  increase  in  the  cost  per  ton  was  66  cents 
for  contract  coal  and  $1.70  for  spot  coal.  The  increases  shown 
for  the  New  England  region  differ  markedly  from  those  given 
above  for  the  United  States.  The  increase  in  the  delivered  cost 
for  bituminous  coal  in  the  New  England  region  was  $2.92  per  net 
ton.  The  increase  in  the  mine  price  of  the  bituminous  coal  pur- 
chased for  this  region  was  $1.27  per  net  ton,  contract,  and  $3.79, 
spot. 

"Anthracite  coal  delivered  cost  the  railroads  73  cents  a  net 
ton  more  in  1920  than  in  1919.  The  increase  in  cost  of  fuel  oil 
delivered  was  33  cents  a  barrel." 

In  the  New  England  region  the  Class  1  roads  bought  a  total 
of  7,374,541  net  tons  of  bituminous  coal  at  a  total  cost  of  $59,- 
642,618  in  1920,  and  in  1919  they  bought  5,349,391  tons  at  a  total 
cost  of  $27,659,710. 

In  the  Great  Lakes  region  the  Class  1  roads  bought  24,- 
577,312  tons  of  bituminous  coal  at  a  total  cost  of  $106,741,851  in 
1920,  while  in  1919  they  bought  18,777,940  tons  at  $61,315,904. 

In  the  Ohio-Indiana-Allegheny  district  the  Class  1  roads 
bought  37,370,681  tons  of  bituminous  coal  at  a  total  cost  of  $141,- 
444,534  in  1920,  while  in  1919  they  bought  31,618,989  tons  at  a 
total  cost  of  $84,792,134. 

In  the  Pocahontas  region  the  Class  1  roads  bought  6,763,831 
tons  of  bituminous  coal  at  $26,961,809  in  1920,  while  in  1919  they 
bought  5,909,214  tons  at  $15,776,783. 

In  the  Southern  region  the  Class  1  roads  bought  22,854,494 
tons  of  bituminous  coal  at  $85,661,571  in  1920,  and  in  1919  they 
bought  17,884,559  tons  at  $51,571,886. 

In  the  Northwestern  region  the  Class  1  roads  bought  23,034.- 
836  tons  of  bituminous  coal  at  $98,123,089,  in  1920,  and  in  1919 
they  bought  17,271,860  tons  at  $61,623,477. 

In  the  Central  Western  region  the  Class  1  roads  bought  24,- 
018,481  tons  of  bituminous  coal  at  $84,585,227  in  1920,  and  in 
1919  they  bought  19,133,855  tons  at  $58,219,750. 

In  the  Southwestern  region  the  Class  1  roads  bought  9,349,- 
459  tons  at  $38,063,770  in  1920,  and  in  1919  they  bought  7  961  700 
tons  at  $29,076,822. 

For  all  regions  contract  purchases  in  1920  totaled  125,486,- 
545  tons,  and  in  1919,  107,526,005  tons,  while  spot  purchases 
totaled  29,857,090  tons  in  1920,  as  against  16,381,503  in  1919. 

The  Class  1  roads  for  the  country  as  a  whole  bought  5,779,- 
819  tons  of  anthracite  coal  in  1920  at  a  total  cost  of  of  $24,268,- 
764,  as  compared  with  4,796,353  tons  at  $16,661,149  in  1919 

Fuel  oil  bought  totaled  55,590,783  barrels  at  $97,874,094  in 
1920,  as  compared  with  42,961,406  barrels  at  $61,515,473  in  1919. 

Coke  totaled  91,642  tons  at  $1,027,336  in  1920,  as  compared 
with  73,300  tons  at  $532,945  in  1919. 

The  roads  bought  32,855  cords  of  hardwood  at  $172,795  in 

20,  as  compared  with  10,995  cords  at  $52,768  in  1919.     Soft- 

W17£3iotaled  131'298  cords  at  $485,185  in  1920,  as  compared  with 

*  «fiirdLnt,  $3n6'37G   in  1919'     Other   fuel    totaled   147'251 
no?8,     -.^  '  50  in  1920'  as  comPared  with  133,410  tons  at  $642,- 
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Decisions  of  Interstate  Commerce  Commission 


LUMBER  TRANSIT  DECISIONS 

A  revolution  in  transit  on  lumber  for  dressing  or  creosoting 
will  be  caused  by  the  Commission's  decisions  (See  Traffic  World. 
April  16,  p.  822)  construing  the  transportation  act  as  giving  it 
greater  powers  over  the  practices  of  the  railroads  in  such  mat- 
ters than  it  had  under  the  old  act  to  regulate  commerce,  in  No. 
11009,  Southern  Hardwood  Traffic  Association  vs.  Director-Gen- 
eral, and  No.  10582,  American  Creosotlng  Co.  vs.  Central  of  New 
Jersey  et  al.,  opinion  No.  6774,  61  I.  C.  C.  145-52.  The  opinion 
in  the  latter  case  was  written  by  Commissioner  Daniels.  Com- 
missioner Hall  dissented.  In  that  decision  the  Southern  Hard- 
wood Traffic  Association  case  was  treated  as  controlling. 

The  Commission  held.  In  the  creosoting  case,  that  the  par- 
ticipation of  the  carriers  in  tariffs  carrying  joint  rates  on  lum- 
ber and  permitting,  under  such  rates,  creosoting  in  transit  at 
Indianapolis  and  Bloomington,  Ind.,  Madison,  111.,  Toledo,  and 
Simpson,  Miss.,  while  contemporaneously  denying  similar  transit 
on  the  same  through  routes  at  Newark,  N.  J.,  subjected  the  com- 
plainant to  undue  prejudice  and  disadvantage  with  respect  to 
traffic  in  Southern  Classification  territory  to  destinations  be- 
yond Newark. 

In  its  order  the  Commission  directed  the  railroads,  on  or 
before  July  20,  to  remove  the  undue  prejudice.  That  order,  un- 
less restrained  by  the  courts,  will  cause  a  revolution.  Either 
transit  will  be  cut  out  everywhere,  or  it  will  be  established 
everywhere.  At  present  transit  is  unknown  in  eastern  trunk 
line  territory  except  at  Bradford  Junction,  where  the  Pittsburgh 
&  Lake  Erie  established  it  on  rough  lumber  for  crosoting,  prac- 
tically at  the  behest  of  the  government  to  enable  American  mills 
to  compete  with  Canadian. 

The  Pennsylvania  and  the  Central  Railroad  of  New  Jersey 
defended  their  refusal  to  allow  transit  on  lumber,  railroad  ties, 
and  telegraph  cross  ties,  from  the  south,  for  creosoting  at 
Newark,  N.  J.,  on  the  ground  that  they  were  not  prejudicing 
the  complainant  because  they  did  not  allow  transit  for  that 
purpose  at  any  points  on  their  own  rails.  In  support  of  their 
position  they  cited  cases  which  have  heretofore  been  controlling. 

Commissioner  Daniels,  speaking  for  the  Commission,  brushed 
them  aside  as  no  longer  applicable  in  view  of  the  greater  powers 
granted  the  Commission  by  the  transportation  act  of  1920.  He 
cited  the  Southern  Hardwood  Lumber  Traffic  Association  case 
(61  I.  C.  C.,  132),  as  furnishing  the  ground  for  asserting  that 
the  cases  relied  on  were  of  no  more  effect.  In  so  holding,  the 
Commission,  in  effect,  said  that  even  if  the  effect  of  its  decision 
would  be  to  force  extension  of  transit  to  others  in  trunk  line 
territory,  that  was  not  sufficient  reason  for  a  failure  to  hold 
that  the  creosoting  company  was  being  unduly  prejudiced  in  its 
business  because  it  could  not  compete,  on  all-rail  rates,  with 
the  creosoting  plants  in  the  central  and  southern  territories. 

Prior  to  the  war  it  received  forty  per  cent  of  its  material 
for  creosoting,  by  water,  at  its  plant  on  the  Passaic  River.  Dur- 
ing the  war  water  rates  became  so  high  that  it  was  forced  to 
all-rail  and  then  the  fact  that  it  had  no  transit  brought  forth 
the  question  as  to  whether  the  railroads  were  treating  it  with 
undue  prejudice.  After  setting  forth  the  facts,  Commissioner 
Daniels  said: 

"It  is  apparent  that  the  question  here  presented  is  primarily 
one  of  alleged  undue  prejudice  resulting  from  the  granting  of 
a  creosoting-in-transit  arrangement  to  complainant's  competitors 
and  the  denial  of  a  similar  arrangement  to  complainant.  The 
record  establishes  that  on  much  traffic  to  points  beyond  Newark 
in  eastern  New  York  and  in  New  England,  which  territory 
complainant  asserts  constitutes  its  natural  market,  it  is  unable, 
as  to  all-rail  traffic  at  least,  to  meet  the  competition  of  creosot- 
ing plants  in  central  territory  by  reason  of  the  situation  com- 
plained of.  Complainant  contends  that  so  long  as  the  Pennsyl- 
vania and  the  Central  participate  in  joint  rates  under  which 
the  transit  arrangement  is  allowed  by  the  other  lines  they  are 
necessarily  chargeable  with  unjust  discrimination  and  undue 
prejudice  because  they  do  not  allow  the  arrangement  at  Newark 
on  their  own  lines.  On  behalf  of  the  Central  and  the  Pennsyl- 
vania it  is  urged  that  they  -j.. ..  not  in  anywise  interested  in  or 
chargeable  with  the  allowance  of  these  transit  arrangements  by 
connecting  lines.  Those  two  carriers  rely  strongly  upon  Grain 
&  Hay  Exchange  vs.  P.  Co.,  32  I.  C.  C.,  409,  Indianapolis  Cham- 
ber of  Commerce  vs.  C.,  C.,  C.  &  St.  L.  Ry.,  34  I.  C.  C.  267, 
Meridian  Grain  &  Elevator  Co.  vs.  A.  &  V.  Ry.  Co.,  38  I.  C.  C., 
478,  and  other  cases  involving  somewhat  similar  situations  In 
which  complaints  alleging  undue  prejudice  were  dismissed. 
Those  cases,  however,  were  considered  in  Southern  Hardwood 
Traffic  Asso.  vs.  Director-General,  61  I.  C.  C.,  132,  decided  this 
date,  and  found  to  be  no  longer  controlling  in  view  of  the  en- 
larged powers  conferred  upon  us  by  the  transportation  act,  1920. 
In  the  case  last  cited  we  found  that  defendants'  participation 
In  tariffs  carrying  joint  rates  on  lumber  and  forest  products 


applying  through  Memphis,  Tenn.,  or  Louisville,  Ky..  and  per- 
mitting in  connection  with  such  joint  rates  transit  at  certain 
points  on  the  through  routes,  while  contemporaneously  denying 
similar  transit  at  Louisville  or  Memphis,  subjected  the  com- 
plainants therein  to  undue  prejudice.  The  Central  and  the 
Pennsylvania,  as  well  as  other  defendants  herein,  are  parties  to 
joint  rates  on  creosoted  lumber  applying  through  Newark  under 
which  transit  is  permitted  at  competing  plants  on  the  through 
routes,  but  is  denied  at  Newark,  and  thereby  they  become  effec- 
tive instruments  of  discrimination. 

"The  fact,  as  shown  by  complainant,  that  transit  arrange- 
ments are  provided  by  defendants  on  other  commodities,  which 
are  not  In  any  way  competitive  with  creosoted  lumber,  does 
not  prove  any  unjust  discrimination  or  undue  prejudice  against 
complainant.  Nashville  Lumbermen's  Club  vs.  L.  £  N.  R.  R. 
Co.,  40  I.  C.  C.,  59. 

"Complainant's  request  for  the  establishment  of  back-haul 
charges  where  the  joint  rates  do  not  apply  through  Newark  Is 
based  upon  the  ground  that  the  outbound  rates  from  Newark 
on  the  creosoted  products  are  unreasonable  Complainant  relies 
mainly  upon  two  exhibits,  the  first  showing  the  divisions  re- 
ceived by  the  lines  north  and  east  of  Cairo,  HI.,  out  of  rates  on 
lumber  from  points  in  the  south  and  southwest  to  destinations 
in  trunk  line  territory,  which  -divisions  for  hauls  of  from  920 
to  1,204  miles'\are  said  to  be  from  23.8  to  29.9  cents,  the  second 
being  a  comparison  of  the  sixth-class  rate  of  18  cents  applicable 
to  wood  paving  blcks  from  Newark  to  a  number  of  destinations 
In  New  York,  including  Albany,  Rochester,  Syracuse,  and  Uticn, 
with  commodity  rates  on  the  same  product  for  hauls  for  similar 
distances  from  St.  Louis,  Madison,  and  Chicago,  111.,  and  Sand- 
stone, Minn.,  to  various  destinations  in  Iowa,  Missouri,  Nebraska, 
and  South  Dakota.  With  reference  to  the  first,  it  may  be  said 
that  while  divisions  may  be  considered  as  evidence  they  are 
not  conclusive  and  ordinarily  do  not  afford  a  sound  basis  upon 
which  to  judge  of  the  reasonableness  of  rates.  The  New  York 
destinations  shown  in  the  second  exhibit  mentioned  are  at  an 
average  distance  of  269  miles  from  Newark.  The  average  haul 
to  the  western  destinations  is  296.5  miles  and  the  average  rate 
11.67  cents.  The  distance  rates  of  the  Wabash  Railroad  applic- 
able to  the  transportation  of  creosoted  paving  blocks  from  St. 
Louis  to  points  in  Missouri  are  also  cited.  While  these  compari- 
sons indicate  that  the  rates  out  of  Newark  to  the  particular 
destinations  shown  in  the  exhibits  may  be  rather  high,  they 
are  insufficient,  standing  alone,  to  support  a  finding  and  order 
for  general  application  for  the  future. 

"Following  Southern  Hardwood  Traffic  Asso.  vs.  Director- 
General,  supra,  and  upon  the  facts  of  record  in  this  case,  we 
find  that  the  refusal  of  the  Central  and  the  Pennsylvania  to 
establish  creosoting-in-transit  arrangements  at  Newark  is  not 
unreasonable,  but  that  defendants,  in  so  far  as  they  respectively 
participate  in  tariffs  carrying  joint  rates  on  lumber,  piling,  tele- 
graph cross  arms,  railroad  ties,  and  wooden  paving  blcks,  apply- 
ing through  Newark  from  points  in  southern  classification  terri- 
tory to  points  in  northern  New  Jersey,  eastern  New  York,  and 
in  New  England,  and  permitting  In  connection  with  such  joint 
rates  creosoting  in  transit  at  Madison,  Indianapolis,  BIoominK- 
ton,  Toledo,  or  Simpson,  while  contemporaneously  denying 
similar  transit  arrangements  at  Newark,  subject  complainant  to 
undue  prejudice  and  disadvantage." 

Commissioner  Hall,  dissented  In  both  cases.  In  the  creosot- 
ing case  he  said  there  was  a  difference  in  conditions  at  points 
in  the  central  territory  where  transit  is  granted  on  joint  rates  in 
which  the  Pennsylvania  and  Central  of  New  Jersey  participate, 
and  on  their  own  rails  where  they  do  not  grant  transit. 

Southern  Hardwood  Case 

The  Commission,  later,  made  available  the  text  of  its  re- 
port and  opinion  in  No.  11009,  Southern  Hardwood  Traffic  Asso- 
ciation vs.  Abilene  &  Southern  et  al.,  opinion  No.  6773,  61  I.  0.  C. 
132-44,  reference  to  which  was  made  in  its  report  and  opinion 
on  the  American  Creosoting  complaint.  The  undue  prejudice 
therein  found  is  to  be  removed  by  July  20. 

It  overturns  a  long  line  of  cases  the  underlying  thought  of 
which  is  that  a  carrier  may  be  a  party  to  a  joint  rate  without 
being  held  responsible  for  everything  other  participants  do  or 
give,  on  their  own  responsibility,  on  their  own  rails.  Commis- 
sioner Hall,  who  dissented,  said  the  principle  in  the  overturned 
cases  was  sound  and  should  govern  In  this  case.  He  took  the 
old  lumber  transit  privileges  at  Buffalo  case  (33  I.  C.  C.  601)  to 
illustrate  the  point  that  the  Illinois  Central  and  the  Louisville 
&  Nashville  should  not  be  condemned  as  working  undue  preju- 
dice against  Memphis  and  Louisville  because  they  are  parties 
to  tariffs  which  grant  transit  privileges  on  hardwood  lumber  at 
Buffalo,  because  they  are  not  in  a  position  to  withdraw  transit 
at  that  point.  They  can  withdraw  from  their  participation  in 
the  tariffs  granting  the  privilege  at  Buffalo  (if  the  Commission 
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permits),  but  when  they  have  done  that  Buffalo  will  continue 
to  have  transit,  while  Louisville  and  Memphis  will  not.  He  also 
directed  attention  to  the  fact  that  the  Commission  can  compel 
the  establishment  of  through  routes  and  joint  rates.  It  can 
compel  the  Illinois  Central  and  Louisville  &  Nashville  to  join  the 
Buffalo  lines  in  through  route  and  joint  rate  arrangements 
via  Buffalo.  Then,  under  the  principle  enunciated  in  this  case, 
the  Illinois  Central  and  the  Louisville  &  Nashville  can  be  con- 
demned as  giving  preference  at  Buffalo  because  they  have  been 
made  involuntary  parties  to  a  tariff  establishing  through  routes 
and  Joint  rates.  He  pointed  out  that  under  this  decision,  because 
one  carrier  in  the  chain  yields  to  local  conditions  and  grants 
the  transit  privilege,  every  other  carrier  in  the  chain  composing 
the  through  route  and  Joint  rate  arrangement  is  compelled  to 
do  likewise,  or  withdraw  from  the  chain,  which  operation  is 
controlled  wholly  by  the  Commission.  He  said  that  that  view 
was  not  formulated  in  the  majority  report,  but  "seems  to  follow 
It  as  a  logical  conclusion." 

The  reasoning  for  the  decision  that  the  Illinois  Central  and 
the  Louisville  &  Nashville  are  guilty  of  undue  prejudice  against 
Memphis  and  Louisville  is  contained  In  the  following  language 
from  the  opinion  written  by  Commissioner  Daniels: 

"The  question  presented,  as  stated  by  complainants,  is 
whether,  where  transit  is  granted  at  one  or  more  points  on  a 
through  route  and  in  connection  with  a  joint  rate  it  must  be 
granted  at  all  similarly  situated  points  on  the  same  through 
route  where  It  is  necessary  or  desirable,  is  one  on  which  our 
decisions,  unless  allowance  is  made  for  distinguishing  features 
in  the  various  cases,  have  not  been  uniform.  In  the  following 
cases,  among  others  cited  by  defendants,  we  held  in  substance 
that  undue  prejudice  did  not  exist  by  reason  of  such  a  situation 
where,  as  in  those  cases,  it  appeared  that  the  defendants  serving 
the  points  at  which  transit  was  sought  were  not  Interested  in 
or  chargeable  with  the  transit  arrangements  granted  in  a  ter- 
ritory far  removed  from  the  alleged  prejudiced  point  by  connect- 
ing carriers  parties  to  the  through  routes  and  joint  rates.  Grain 
&  Hay  Exchange  vs.  P.  Co.,  32  I.  C.  C.  409;  Indianapolis  Chamber 
of  Commerce  vs.  C.,  C.,  C.  &  St.  L.  Ry.,  34  I.  C.  C.  267;  Meridian 
Grain  &  Elevator  Co.  vs.  A.  &  V.  Ry.  Co.,  38  I.  C.  C.  478. 

"While  those  cases  may  be  distinguished  from  the  instant 
case  upon  the  facts,  in  that  they  involved  a  possible  extension 
of  a  transit  arrangement  to  a  territory  which  theretofore  had 
been  free  from  that  practice,  whereas  transit  arrangements  of 
various  kinds  on  lumber  are  now  accorded  by  most  of  the  carriers 
serving  the  general  territory  in  which  Memphis  and  Louisville 
are  located,  it  is  difficult  to  distinguish  them  in  principle.  How- 
ever, those  cases  were  decided  at  a  time  when  our  power  to 
regulate  the  rates  and  practices  of  carriers  was  not  as  broad 
as  It  now  is.  By  the  transportation  act,  1920,  our  powers  were 
greatly  enlarged  and  among  other  things  we  have  been  given 
authority  to  establish  minimum  rates.  Even  prior  to  the  trans- 
portation act,  we  had  held  in  other  cases  where  no  question  of 
extending  transit  into  a  new  territory  was  involved,  that  so  long 
as  lines  forming  through  routes  and  publishing  joint  rates  ap- 
plicable thereto  allow  transit  on  basis  of  the  through  rates  at 
some  points,  they  may  be  required  to  accord  transit  on  the  same 
basis  at  competing  points  on  such  through  routes.  Rates  on 
Grain  Milled  in  Transit,  35  I.  C.  C.  27;  Henderson  Commercial 
Club  vs.  I.  C.  R.  R.  Co.,  36  I.  C.  C.  20. 

"In  Rates  on  Grain  Milled  in  Transit,  supra,  we  said,  at 
page  31: 

Respondent's  line  from  Kast  St.  Louis  to  Louisville  and  Cincin- 
nati and  lines  south  of  these  Ohio  River  crossings  have  formed 
through  routes  and  published  Joint  through  rates  from  East  St.  Louis 
to  points  in  southeastern  and  Carolina  territories,  and  so  long  as 
these  lines  allow  transit  on  the  basis  of  the  through  rates  at  some 
points  on  these  through  routes  they  may  properly  be  required  to 
arcord  transit  on  the  same  basis  at  other  milling  points  on  these 
through  routes.  It  Is  no  answer  to  this  proposition  for  respondent  to 
say  that,  as  an  East  St.  Louis-Cincinnati  line,  it  has  no  control  over 
what  the  Louisville  &  Nashville,  as  a  Cincinnati-southeastern  terri- 
tory line,  permits  In  the  way  of  transit  at  Atlanta,  for  example.  By 
forming  through  routes  and  publishing  through  rates  applicable 
thereto  both  of  these  carriers  have  merged  their  lines  into  one  route 
or  line  so  far  as  the  particular  traffic  covered  by  these  through  rates 
i*  concerned.  As  a  single  through  route  or  line,  they  cannot  with- 
hold from  some  points  on  that  route  valuable  services  which  they 
voluntarily  perform  at  other  points  on  that  route. 

"We  are  of  -opinion  that  the  decision  last  cited,  applied  in 
the  light  of  East  Tenn.,  etc.,  Ry.  Co.  vs.  Interstate  Com.,  181 
U.  S.  1,  which  recognizes  the  right  of  carriers  to  take  into  con- 
sideration actual  competition  when  fixing  rates  affecting  com- 
petitive points,  announces  the  correct  view,  and  that  the  prin- 
ciple announced  therein  controls  in  the  instant  case  and  must 
be  followed  if  unlawful  discriminations  are  to  be  avoided. 

"The  evidence  shows  unmistakably  that  the  transit  arrange- 
ment s  In  effect  at  Buffalo,  Toledo,  Grand  Rapids,  Fort  Wayne 
Logansport,  Chattanooga  and  Meridian  in  connection  with  joint 
rates  applicable  via  those  points  as  well  as  via  Memphis  or 
Louisville,  to  which  the  lines  serving  the  latter  cities,  where  no 
such  transit  is  permitted,  are  parties,  subject  complainants  to 
undue  prejudice. 

"With  respect  to  the  desired  transit  arrangements  on 
cooperage  material,  it  is  testified  that  complainants  compete 
with  dealers  at  Dickson,  Bay  City,  Cleveland,  Toledo,  and  Buffalo. 


all  of  whom  are  accorded  transit  by  carriers  serving  those  points. 
The  character  of  the  transit  at  Buffalo  is  not  shown  of  record, 
and  it  appears  that  the  arrangement  at  Dickson  relates  to  rates 
which  do  not  apply  via  Memphis  or  Louisville.  At 
Toledo,  and  Bay  City  cooperage  material  may  be  stopped  in 
transit  for  dressing,  sorting,  storing,  grading,  mixing,  rehandlmg, 
kiln  drying,  or  manufacturing  in  connection  with  rates  applying 
via  Memphis  or  Louisville. 

"The  contention  of  complainants  that  lumber  and  torest, 
products  are  also  unduly  prejudiced  by  reason  of  the  fact  that  at 
Memphis  and  Louisville  transit  is  accorded  on  grain,  iron  and 
steel,  cotton,  and  various  other  commodities  fails  because  of  the 
absence  of  any  competitive  relationship  between  the  respective 
commodities.  Meridian  Grain  &  'Elevator  Co.  vs.  A.  &  V.  Ry  Co., 
supra. 

"The  Illinois  Central  and  Louisville  &  Nashville  can  not 
avoid  responsibility  for  the  preference  enjoyed  by  Buffalo  and 
the  other  named  points  on  the  ground  that  they  do  not  concur 
in  the  transit  arrangements  accorded  the  preferred  cities.  By 
entering  into,  and  participating  in,  through  routes  and  joint 
rates  in  connection  with  which  transit  is  permitted  at  Buffalo 
and  elsewhere,  while  like  transit  arrangements  are  denied  at 
Louisville  or  Memphis  on  the  same  through  routes,  those  two 
carriers,  as  well  as  all  other  carriers  parties  to  the  through 
routes  and  joint  rates,  become  effective  instruments  of  discrimina- 
tion. The  matter  of  according  transit  at  a  certain  point  should 
not  be  regarded  from  the  standpoint  alone  of  one  carrier  in  the 
through  route,  but  from  the  standpoint  of  all  the  carriers  com- 
prising the  through  route.  Henderson  Commercial  Club  vs.  I. 
C.  R.  R.  Co.,  supra.  In  St.  Louis  S.  W.  Ry.  Co.  vs.  United 
States,  245  U.  S.,  136,  the  Supreme  Court  said: 

Localities  require  protection  as  much  from  combinations  of  con- 
necting carriers  as  from  carriers  whose  "rails"  reach  them.  Cl"ai  ly 
the  power  of  Congress  and  of  the  Commission  to  prevent  interstate 
carriers  from  practicing  discrimination  against  a  particular  local. ty  is 
not  confined  to  those  whose  rails  enter  it. 

"See  also  Commercial  Club  of  Omaha  vs.  B.  &  O.  R.  R.  Co., 
52  I.  C.  C. 

"The  difficulties  which  the  Illinois  Central  and  Louisville  & 
Nashville  apprehended  in  policing  transit  at  Memphis  and  Louis 
ville  are  not  controlling  on  the  issue  of  undue  prejudice,  as  it 
does  not  appear  that  any  greater  difficulty  in  policing  would 
he  experienced  at  those  points  than  at  the  other  points  on  the 
through  route  which  are  now  accorded  transit. 

"With  respect  to  the  objections  urged  by  those  carriers,  that 
they  have  no  control  over  the  transit  arrangements  accorded  by 
their  connections,  and  that  the  establishment  of  similar  transit 
at  Memphis  and  Louisville  would  adversely  affect  their  revenues, 
it  may  be  said  in  reply  that  if  those  carriers  are  assured  of  a 
reasonable  return  for  the  additional  services  rendered  in  accord- 
ing the  transit  at  Memphis  and  Louisville,  it  does  not  appear 
that  they  have  any  just  cause  for  complaint.  The  record  does 
not  afford  a  sufficient  basis  for  determining  what  would  be  a 
reasonable  transit  charge  to  apply  at  Memphis  and  Louisville  on 
lumber  transited  at  those  points.  If  the  existing  transit  arrange- 
ments on  the  through  routes  from  and  to  the  territories  involved 
are  continued  in  effect,  all  of  the  defendants  who  are  parties 
thereto  will  be  expected  to  establish  transit  arrangements  and 
charges  which  will  effect  substantial  equality  as  between  the 
various  transit  points.  If  the  Illinois  Central  or  Louisville  & 
Nashville,  in  establishing  similar  transit  arrangements,  conceive 
that  their  revenues  are  adversely  affected  by  the  failure  of  their 
connections  to  establish  reasonably  compensatory  transit  charges, 
the  matter  may  be  brought  to  our  attention  in  an  appropriate 
proceeding. 

"We  find  that  defendants,  in  so  far  as  they  respectively  par- 
ticipate in  tariffs  carrying  joint  rates  on  lumber  and  forest 
products  applying  through  Memphis  or  Louisville  from  the  terri- 
tories of  origin  to  the  territories  of  destination  embraced  in  the 
complaint,  and  permitting  in  connection  with  such  joint  rates 
transit  at  Buffalo,  N.  Y.,  Toledo,  Ohio,  Grand  Rapids,  Mich  Fort 
Wayne  and  Logansport,  Ind.,  Chattanooga,  Tenn.,  or  Meridian 
Miss.,  while  contemporaneously  denying  similar  transit  arrange^ 
ments  at  Louisville  or  Memphis  on  the  same  through  routes  sub- 
ject complainants  to  undue  prejudice  and  disadvantage.  As 
stated,  the  complaint  was  withdrawn  as  to  three  of  the  defend- 
ants, so  far  as  transit  at  Memphis  is  concerned,  and  this  find- 
ing is  not  to  be  understood  as  applying  to  those  three  carriers 
with  respect  to  transit  at  Memphis." 


SIDETRACK  LIABILITY  CLAUSE 

Terms  governing  the  carrier  and  the  shipper  in  the  con 
struction,  maintenance  and  use  of  industrial  or  private  side- 
tracks are  not  within  the  jurisdiction  of  the  Commission-  there- 
fore, No.  11545,  National  Industrial  Traffic  League  vs  Aberdeen 
&  Rockfish  et  al.,  opinion  No.  6770,  61  I.  C.  C.  120-5  has  been 
dismissed. 

The  Commission  has  not  the  power  to  require  the  construc- 
tion of  such  a  track.  Its  power  is  merely  to  require  a  switch 
connection  between  such  a  track,  if  and  when  constructed,  and 
the  rails  of  the  carrier.  Having  no  power  to  require  anything 
more  than  the  making  of  a  connection,  the  Commission  is  wiUi- 
out  power  to  prescribe  the  liability,  or,  in  fact,  any  other  clauses 
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in    leases   or   contract*    under   which    such   sidetracks   are   con- 

Mlllclrd.    maintained    :IIK|    lined. 

Allegations     were    made    thai     Ihe    liability    clauses    In    dllcll 
cdiit  racts  or  leases,  being  not   uniform,  resulted  In  violation*  or 
i he  tlrst,  third  and  twentieth  nectlons  of  thp  Interstate  comni< 
law. 

Tho  dismissal  covers  thp  first  and  twentieth  sections  abso- 
liitely  and  I  he  third  section  contingently.  If  thp  complaining 
League  desires  to  submit,  testimony  showing  undue  prejudu ••• 
id  result  from  any  of  the  clauses  the  Commission  will  hpar  It. 
otherwise  the  complaint  against  the  clauses  on  the  ground  that 
they  violate  the  third  section  will  be  just  as  dead  as  the  allega- 
tions against  the  first  and  twentieth.  The  case  was  submitted 
on  briefs.  No  hearings  were  held.  Commissioner  Meyer,  who 
wrote  thp  opinion,  said  that  undue  prejudice  was  a  question  of 
tact  and  each  case  alleging  undue  prejudice  must  stand  on  the 
tads  brought  out  in  connection  with  a  particular  situation. 
iniicral  averments  that  because  the  liability  clauses  are  not 
uniform  undue  prejudice  exists  are  not  sufficient,  because  con- 
diiions  are  different  in  different  parts  of  the  country  and  on 
n., nly  every  sidetrack. 

Commissioner  Meyer,  in  his  report,  set  forth  the  fact  Unit 
sunn  after  the  complaint  was  filed  the  League  and  the  carriers 
began  negotiations  with  a  view  to  amicable  settlement.  They 
agreed  on  certain  clauses  which  they  submitted  with  a  request 
t  fiat  the  Commission  approve  them  and  that  the  complaint  be, 
dismissed  as  having  been  satisfied.  The  Commission,  however, 
did  not  do  that.  It  disposed  of  the  complaint  on  the  meri's 
and  regardless  of  the  fact  that  the  carriers  and  the  League 
had  agreed  upon  clauses  they  desired  the  Commission  to  ap- 
prove for  use  in  contracts  or  leases  that  might  hereafter  be 
negotiated. 

Refusal  of  the  Commission  to  give  its  approval  to  the. 
clauses  leaves  the  matter  exactly  where  it  was  before  the  com- 
plaint was  filed.  In  view  of  the  fact  that  the  Commission  Is 
of  the  opinion  that  it  has  no  jurisdiction  over  the  matter,  its 
approval  of  the  clauses  would  not  have  changed  the  legal  status 
of  the  questions,  because  a  court  probably  could  have  benn 
persuaded  to  hold  that  the  Commission,  in  approving  :hc 
clauses,  had  undertaken  something  it  was  not  empowered  even 
to  consider,  except  for  jurisdictional  purposes. 

After  considering  the  clauses  agreed  on  by  the  League  and 
the  carriers,  the  Commission  advised  the  parties  that.  If  thi-, 
essence  of  the  complaint  was  contained  in  the  liability  clauses 
agreed  on  by  the  lawyers  and  submitted  to  it  for  approval,  it 
was  without  jurisdiction  to  pass  on  the  matter.  It  asked  for 
briefs  on  the  jurisdictional  question.  Briefs  were  filed  by  the 
League,  by  the  carriers,  by  various  grain  and  oil  associations 
and  the  National  Association  of  Railway  and  Utility  Commis- 
sioners. The  farmers  and  oil  people  were  interveners,  while 
the  association  of  commissioners  was  allowed  to  get  into  the 
case  as  a  friend  of  the  court.  The  interveners  contended  that 
the  Commission  had  no  jurisdiction. 

The  charge  of  unreasonableness,  Commissioner  Meyer  said, 
was  clearly  founded  on  that  part  of  the  first  section  of  the 
act  which  authorizes  the  Commission  to  direct  thp  making  of 
switch  connections  between  a  private  sidetrack  and  the  rails 
of  a  carrier.  Mr.  Meyer  pointed  out  that  under  that  section 
the  Commission  had  held  that  its  authority  extended  only  to 
i  he  making  of  orders  to  make  the  connections  and  not  to 
the  construction  of  a  private  sidetrack.  In  discussing  Imperial 
Wheel  Co.  vs.  L.  I.  M.  &  S.,  20  I.  C.  C.  56,  Mr.  Meyer  quoted 
language  in  which  the  Commission  said  that  the  only  question 
left  to  consider  was  the  reasonableness  of  the  clauses  the  car- 
rier sought  to  impose  as  a  condition  precedent  to  the  making 
of  the  switch  connection.  Because,  the  Commission  said,  the 
terms  seemed  reasonable,  it  dismissed  the  complaint.  He  dis- 
posed of  that  case,  however,  by  saying  that  the  question  of 
jurisdiction  was  not  specifically  raised.  In  Ralston  Townsite 
Co.  vs.  M.  P.,  22  I.  C.  C.  354,  the  Commission,  however,  said  it 
had  no  jurisdiction  and  that  evidently  the  complainant  had 
failed  to  distinguish  between  the  physical  characteristics  of  a 
switch  connection  and  the  construction  of  a  sidetrack,  which 
the  Commission,  in  that  case,  said  it  had  not  the  authority  to 
order. 

Paragraphs  eighteen  to  twenty-one  of  section  one  contain 
provisions  authorizing  the  Commission  to  order  the  extension  of 
lines  of  railroad,  but  that  authority  is  specifically  limited  so 
as  not  to  cover  industrial  sidetracks,  located  or  to  be  located 
wholly  within  one  state.  In  fact,  they  are  definitely  excluded 
from  the  jurisdiction  of  the  Commission. 

Having  disposed  of  the  jurisdictional  question  under  the 
first  section  in  the  way  indicated,  Mr.  Meyer  took  up  the  allega- 
tion that  lack  of  uniformity  resulted  in  undue  prejudice.  He 
said  that  that  was  an  issue  which  could  not  be  determined  upon 
this  record,  because  no  hearings  were  held.  He  said  that  dif- 
ferences in  condition  may  warrant  variations  In  practices  and 
rules  in  different  parts  of  the  country.  Uniformity,  he  said,  Is 
highly  desirable  with  respect  to  many  practices  of  the  carriers, 
but  where  uniformity  injuriously  affects  practices  that  are  essen- 
tially local  it  is  not  desirable. 


"In  any  event."  he  Mid.  "It  cannot  be  Mid  that  the  failure 
of  H..-  defendant*  to  establish  uniform  liability  claim**  with 
renpect  to  lease*  of  Industrial  iildetrackN  I*  of  lUelf  unduly 
prejudicial.  If,  notwithstanding  the  decision  here  made  of  the 
Jurlsdlctlona]  question,  complainant  de*lre*  to  pre*«  the  l**ne 
of  undue  prejudice,  the  mailer  may  again  be  bi ought  to  oar 
a  i  trillion  for  consideration." 

AH  to  the  alleged  violation  of  section  20,  that  the  liability 
clauses  In  existing  lease*  for  industrial  *ldetrack*  are  In  viola- 
tion of  law  in  that  they  limit  the  liability  of  carrier*  for  lo*n. 
damage  or  Injury  to  property.  Mr.  Meyer  quoted  the  flupn 
court  of  the  United  States  In  C.  R.  I.  &  P.  v«.  Maucher.  248 
IT.  S.  359.  In  which  It  said:  "But  the  Carmack  amendment 
deals  only  with  the  shipment  of  propprty."  The  commissioner 
added  that  If  the  League  and  the  carriers  desire  to  make  use 
of  the  clauses  agreed  upon,  they  should  Insert  In  the  second 
of  them  word*  exempting  shipments  In  course  of  transportation, 
because  they  come  under  thp  Carmack  amendment.  A*  to  other 
case*  cited  by  the  League,  the  Commission  called  attention  to 
the  fact  that  they  pertain  to  property  in  the  course  of  trans 
portatlon,  and  not  to  property  alongside  sidetracks,  which  Is 
the  property  under  discussion  In  the  liability  clauses  discussion. 

The  decision  will  have  no  effect  on  the  status  of  the  nego- 
tiations, according  to  the  view  of  Luther  M.  Walter,  attorney 
for  the  League,  because,  when  the  clause*  submitted  to  the 
Commission  were  agreed  on,  the  carriers  agreed  to  put  them 
into  effect,  regardless  of  what  the  Commission  might  do  In  this 
case.  The  clauses  were  agreed  on  In  negotiations  between  a 
committee  composed  of  Messrs.  Markham,  Felton  and  Gorman, 
representing  the  railroad  executives  and  the  American  Railway 
Association,  and  a  special  committee  of  the  Traffic  League. 
In  view  of  the  fact  that  the  Jurisdiction  was  not  definite,  it 
was  thought  advisable  to  make  provision  against  a  decision 
such  as  has  been  made  by  agreeing  upon  clauses,  in  which 
the  League,  on  account  of  the  uncertainty  of  jurisdiction,  made 
concessions,  as  the  League  committee  contended,  which  It 
would  not  have  made  had  there  been  no  question  about  the 
jurisdiction  of  the  Commission.  The  clauses  which  the  League 
expects  to  be  used,  notwithstanding  the  decision,  are  as  follows: 

"It  is  understood  that  the  movement  of  railroad  locomotives 
involves  some  risk  of  fire,  and  the  industry  assumes  all  respon- 
sibility for  and  agrees  to  indemnify  the  railroad  company  against 
loss  or  damage  to  property  of  the  industry  or  to  property  upon 
its  premises,  regardless  of  railroad  negligence,  arising  from 
fire  caused  by  locomotives  operated  by  the  railroad  on  said 
track,  or  in  its  vicinity  for  the  purpose  of  serving  said  industry, 
except  to  the  premises  of  the  railroad  and  to  rolling  stock  be- 
longing to  the  railroad  or  to  others,  and  to  shipments  in  the 
course  of  transportation. 

"The  industry  also  agrees  to  indemnify  and  hold  harmless 
the  railroad  company  for  loss,  damage  or  injury  from  any  act 
or  omission  of  the  industry,  its  employes  or  agents,  to  the 
person  or  property  of  the  parties  hereto  and  their  employes, 
and  to  the  person  or  property  of  any  other  person  or  corpora- 
tion, while  on  or  about  said  track;  and  if  any  claim  or  liability 
other  than  from  fire  shall  arise  from  the  joint  or  concurring 
negligence  of  both  parties  hereto,  it  shall  be  borne  by  them 
equally." 

COAL  FROM  ILLINOIS  TO  MICHIGAN 

A  finding  that  the  proposed  cancellation  of  joint  rates  on 
coal  because  the  divisions  are  not  satisfactory  has  been  made  i 
a  report  written  by  Commissioner  Hall  in  "Coal  From  Illinois  to 
Michigan."  I.  and  S.  No.  1232.  opinion  No.  6784.  61  I.  C.  C.  195-6. 
The  cancellation  was  proposed  by  the  Minneapolis  ft  St.  Louis, 
which  said  that  its  reason  for  desiring  cancellation  is  because 
it  has  not  been  able  to  obtain  satisfactory  divisions  out  of  the 
joint  rates  from  Bartlett,  Hanna,  Farmington  and  Middle  Orove. 
in  the  Fulton-Peoria  coal  district  in  Illinois,  to  destinations  in 
Ohio  and  Michigan. 

The  joint  rates  In  question  were  established  by  the  Railroad 
Administration  under  federal  control,  to  relieve  a  shortage  in 
Ohio  and  Indiana.  The  Minneapolis  &  St.  Louis  claimed  that  no 
consideration  was  given  to  the  question  of  divisions  when  the 
rates  were  established  and  that  It  has  not  been  able  to  obtain 
such  divisions  since  then. 

Commissioner  Hall  said  that  if  satisfactory  divisions  could 
not  be  obtained,  the  matter  might  be  again  brought  to  the  at- 
tention of  the  Commission,  which,  he  said,  could  not  think  of 
allowing  division  questions  to  be  settled  in  that  way.  The  re- 
spondent said  that  Illinois  coal  did  not  naturally  move  to  Ohio 
and  Michigan,  but  admitted  that  coal  had  moved  under  the 
joint  rates  and  that  even  if  the  cancellation  were  allowed  to 
become  operative.  It  might  desire  to  re-establish  joint  rates  when 
satisfactory  divisions  had  been  agreed  upon. 


LITHOPONE  AND  ZINC  OXIDE 

In  a  report  on  I.  and  S.  No  l.r.l.  "Lithopone  and  Z'nc  Oxide 
Between  Western  Tiunk  Line  Points."  opinion  No.  6789.  61  I.  C. 
C.  208-10,  the  Commission  said  the  carriers  had  not  justified 
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their  proposed  cancellation  of  commodity  rates  on  lithopone 
and  zinc  oxide  in  mixed  carloads  from  Mineral  Point,  Wis.,  to 
St  Paul.  Minneapolis  and  Kansas  City.  It  held  that  the  rail- 
roads had  justified  the  cancellation  of  commodity  rates  on  litho- 
pone and  other  commodities  such  as  dry  paint  earth,  barytes, 
ground  iron  ore,  common  ground  clay,  mortar  color,  whiting  and 
yellow  ocher. 

No  protest  was  made  against  the  proposed  cancellation  to 
St.  Paul  and  Minneapolis,  but  there  was  protest  from  Kansas 
City  users  of  the  rates  involved.  The  carriers  said  the  com- 
modity rates  were  sub-normal  and  they  desired  to  bring  them 
up  to  fifth  class,  which  would  double  the  rate  to  St.  Paul  and 
Minneapolis  and  raise  the  rate  from  Mineral  Point  to  Kansas 
City  from  30.5  to  46  cents. 

The  attempted  change  from  commodity  bases  to  the  class 
base  seemed  to  have  had  its  origin  in  the  fact  that  a  shipper 
at  Argo  111 ,  asked  for  a  rate  to  Kansas  City  the  same  as  the 
rate  from  Mineral  Point,  both  being  on  the  Chicago  basis  in 
other  respects.  The  Commission  said  the  record  did  not  war- 
rant a  finding  of  undue  prejudice  against  the  Argo  shipper  whose 
rate  is  fifth  class,  of  46  cents. 

The  rates  which  may  be  canceled  are  commodity  rates 
name  as  the  class  rates.     Their  cancellation  will  not  raise  the 
rates   on   mixed   carloads   of  lithopone   and   the   other  paint   or 
linoleum  materials. 

SWITCHING  AT  WICHITA,  KAN. 

The  St.  Louis-San  Francisco,  by  means  of  a  report  on  I.  and 
S.  No.  1274,  Interchange  Switching  at  Wichita,  Kans.,  opinion 
No  6788,  61  I.  C.  C.  205-7,  has  been  forbidden  to  increase  its 
switching  charge  at  Wichita  from  $2  to  $7  per  car.  The  Com- 
mission said  that  the  switching  charge  of  the  Frisco  was  too 
low  but  that  the  proposal  to  increase  it  from  $2  to  $7  had  not 
been  justified.  The  carrier  defended  its  tariff  on  at  least  one 
seldom  used  ground,  namely,  that  the  shippers  at  Wichita  could 
obtain  what  they  needed  and  sell  what  they  had  to  sell  at 
points  on  the  lines  of  the  Frisco  and  therefore  they  would  not 
be  called  upon  often  to  pay  the  increased  switching  charge  be- 
cause even  when  they  felt  it  necessary  to  leave  the  rails  of  the 
Frisco,  the  reciprocal  switching  arrangement  at  Wichita  would 
protect  them  because  connecting  lines  absorb.  Only  traffic  to 
and  from  non-competitive  points  would  have  to  bear  the  charge. 

The  Commission  said  that  justification  for  a  switching  rate 
was  to  be  made,  even  when  absorbed,  as  if  it  were  to  be  used 
wholly  by  the  public.  It  said  that  a  carrier  is  entitled  to  reason- 
able compensation  for  switching  or  other  service,  but  is  not 
justified  in  attempting  to  restrict  traffic  to  its  own  lines  by  mak- 
ing an  excessive  charge  for  switching  to  or  from  its  connections. 

Prior  to  the  suspension  of  the  tariff  proposing  the  increase 
the  Western  Trunk  Line  committee  disapproved  application  by 
the  Frisco  for  an  increase  to  $7  per  car.  At  the  hearing  the 
St.  Louis-San  Francisco  testified  that  it  pays  out  more  for  switch- 
ing by  its  connections  than  it  receives  from  them. 


DIVISIONS  ON  COAL 

Application  of  the  section  of  the  interstate  commerce  law 
relating  to  divisions,  as  amended  by  the  transportation  act,  has 
been  made  by  the  Commission  in  a  report  on  No.  10552,  Pitts- 
burgh &  West  Virginia  Railway  Co.  et  al.  vs.  Pittsburgh  &  Lake 
Erie  et  al.,  opinion  No.  6798,  61  I.  C.  C.,  272-88.  The  opinion  in 
this  case  is  attributed  to  the  entire  Commission.  Commissioner 
Eastman  wrote  a  concurring  opinion  in  which  he  was  joined  by 
Messrs.  McChord  and  Potter.  Commissioner  Hall  dissented  be- 
cause he  did  not  like  the  method  used  by  the  Commission  in 
deciding  what  divisions  should  be  paid  to  the  complainants. 
Commissioner  Esch,  who,  as  a  member  of  Congress,  wrote  the 
language  which  was  construed  by  the  Commission,  did  not  par- 
ticipate In  the  disposition  of  the  case. 

The  finding  is  that  the  divisions  accorded  the  complainants, 
which  are  the  Pittsburgh  &  West  Virginia  and  the  West  Side 
Belt  Railroad  Company,  on  bituminous  coal  from  stations  on 
their  lines  to  destinations  on  the  rails  of  the  defendants  from 
and  after  September  1,  1920,  were  unreasonable. 

In  the  order  the  Commission  said  "that  of  the  joint  rates  on 
bituminous  coal  in  carloads  which  exceeded  $1.10  per  ton  on 
April  1,  1917,  from  points  on  the  lines  of  complainants  to  inter- 
state points  on  the  lines  of  defendants,  complainants  shall  jointly 
and  severally  receive  divisions  which  shall  bear  to  the  joint  rates 
contemporaneously  in  effect  the  same  relation  that  the  corre- 
sponding divisions  on  April  1,  1917,  bore  to  the  joint  rates  then 
in  effect,  except  that  of  the  Joint  rates  participated  in  by  the 
Pittsburgh,  Cincinnati,  Chicago  &  St.  Louis  Railroad  Company, 
and  by  complainants,  the  latter  shall  receive  Jointly  divisions 
which  shall  bear  to  the  said  joint  rates  contemporaneously  in 
t-ffect  the  same  relation  that  a  division  of  25  cents  per  ton  would 
have  borne  to  the  corresponding  Joint  rates  in  effect  April  1, 
1917;  and  that  of  the  joint  rates  on  the  same  traffic,  which  were 
less  than  $1.10  per  ton  on  April  1,  1917,  complainants  shall  sev- 
erally and  jointly  receive  divisions  based  on  the  percentages 
obtained  by  using  mileages  of  60  miles  for  complainants  sev- 


erally or  jointly,  and  actual  mileages  for  each  of  the  participat- 
ing defendants,  subject  to  minima  of  25  miles  for  intermediate 
and  50  miles  for  terminal  carriers,  and  that  for  this  purpose  de- 
fendants Bessemer  &  Lake  Erie  Railroad  Co.  and  Union  Rail- 
road Co.  shall  be  treated  as  one  carrier." 

In  his  concurring  report,  Mr.  Eastman  agreed  with  his  col- 
leagues except  as  to  their  holding  that  they  were  not  empowered 
to  award  reparation  on  account  of  the  unreasonable  divisions  in 
effect  between  April  1,  1917,  and  the  beginning  of  federal  con- 
trol He  maintained  that  under  the  law,  as  it  then  stood,  and 
until  March  1,  1920,  the  Commission  could  have  awarded  rep- 
aration for  damages  suffered  by  reason  of  unreasonable  divisions 
in  the  period  from  April  1  to  December  30,  1917.  He  argued  that 
if  the  case  had  been  decided  by  the  Commission  within  the  1 
months  succeeding  the  filing  of  the  complaint,  which  took  place 
on  March  29,  1919,  the  Commission  could  have  awarded  repara- 
tion. The  majority  report  held  that  because  Congress  had 
changed  the  law  before  there  was  a  decision  the  complaint  filed 
on  March  29,  1919,  technically  failed  and  was  only  kept  alive 
because  of  the  admissions  of  the  defendants.  It  held  that  the 
change  in  the  act  to  regulate  commerce  wrought  by  the  trans- 
portation act  deprived  the  Commission  of  jurisdiction  over  divi- 
sions in  effect  prior  to  federal  control.  It  held  that  "if  final 
relief  has  not  been  granted  before  the  repeal  went  into  effect  it 
cannot  be  after,"  quoting  South  Carolina  vs.  Gaillard,  101  U.  S., 
433,  as  authority.  It  further  said  that  whether  the  new  legisla- 
tion had  taken  away  a  remedy,  and  thereby  indirectly  destroyed 
a  right  of  the  Pittsburgh  &  West  Virginia  and  West  Side  Belt, 
was  not  a  Question  for  the  Commission  to  decide. 

Commissioner  Eastman  said  that  he  hesitated  to  accept  such 
a  conclusion.  He  said  that  he  felt  that  there  was  at  least  suffi- 
cient doubt  about  the  matter  to  justify  the  Commission  in  con- 
struing the  law  in  favor  of  the  equities  of  the  situation. 

Commissioner  Hall,  in  his  dissenting  opinion,  said  he  was  in 
accord  with  the  report  except  in  so  far  as  it  prescribed  a  block 
system,  with  constructive  mileage,  as  the  basis  for  determining 
just  and  reasonable  divisions  to  the  complainants  out  of  the  joint 
rates  earned  by  all  participating  carriers,  without  evidence  or 
consideration  of  the  services  rendered  by  other  participants  or 
fixation  of  their  respective  divisions  of  the  joint  through  rate. 
Commissioner  Hall  said  that  whether  or  not,  in  determining  the 
share  coming  to  any  complaining  participant,  the  Commission 
must  also  determine  the  share  of  each  other  participant  as 
seemed  to  be  contemplated  by  the  statutory  provision  relating 
to  the  subject  "it  is  obvious  that  nothing  of  the  sort  has  been 
done  here."  The  report,  Mr.  Hall  said,  determined  the  just, 
reasonable  and  equitable  divisions  to  which  the  complainants 
have  been  and  will  be  entitled,  but  left  the  defendants  collect- 
ively to  divide,  as  might  seem  to  them  proper,  what  was  left  of 
the  joint  rate  after  the  complainants  had  received  their  division 
He  said  that  the  record,  inadequate  as  it  confessedly  was,  ai'- 
forded  some  basis  for  estimating  the  costs  and  needs  of  the  com- 
plainants, but  not  the  cost  or  needs  of  other  participants.  He 
said  that  some  defendants  had  not  even  been  named  in  the 
report.  Their  respective  hauls  under  the  joint  rates,  he  said, 
varied  widely.  The  constructive  mileage  applied  to  the  short 
hauls  of  the  complainants  might  in  the  aggregate  so  swell  the 
total  constructive  mileage  as  to  even  reduce  the  divisions  of 
complainants  below  what  they  should  be  for  aught  that  appeared 
in  the  report. 

The  report  is  largely  a  discussion  of  the  effect  of  the  change 
in  the  law  caused  by  the  transportation  act.  The  Commission 
came  to  the  conclusion  that  it  had  jurisdiction  only  over  the 
divisions  since  September  1,  1920,  because  it  had  been  deprived 
of  jurisdiction  over  divisions  prior  to  the  enactment  of  the  trans- 
portation law  and  that  the  two  complaining  companies,  having 
accepted  the  provisions  of  section  209  of  the  transportation  act, 
had  no  interest  in  the  divisions  until  after  August  31,  1920. 

In  discussing  the  facts,  the  Commission  said  that  the  evi- 
dence showed  that  the  divisions  had  never  been  satisfactory  to 
the  complainants  or  to  their  predecessors  and  that  they  had 
made  repeated  efforts,  without  success,  to  induce  the  defendants 
to  accord  them  larger  divisions.  Some  of  the  divisions  were 
established  in  1879  and  1880  when  the  Little  Saw  Mill  Run  Rail- 
road was  established.  That  railroad  became  the  belt  railroad  in 
1902.  The  other  railroad  company  is  the  terminal  formerly 
known  as  the  Wabash-Pittsburgh.  It  was  constructed  by  the 
Gould  interests  to  connect  the  Wheeling  &  Lake  Erie  and  West- 
ern Maryland,  and  serve  as  a  connecting  link  in  the  Gould 
scheme  for  a  transcontinental  system.  The  Western  Maryland 
and  the  Wheeling  &  Lake  Erie,  however,  never  were  connected. 
When  the  Gould  scheme  failed,  the  Pittsburgh  &  West  Virginia 
was  organized.  It  owns  all  the  stock  of  the  West  Side  Belt.  The 
Commission,  in  disposing  the  case,  disregarded  the  legal  fiction 
that  they  are  separate  properties.  It  applied  the  same  rule  to 
the  Bessemer  &  Lake  Erie  and  the  Union  railroads,  both  of 
which  are  controlled  by  the  United  States  Steel  Corporation. 

RATE  ON  PETROLATUM 

In  a  report  on  No.  11237,  W.  H.  Daugherty  &  Son  Refining 
Co.  vs.  Baltimore  &  Ohio,  Director-General,  et  al.,  fourth  section 
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application  No.  2060.  opinion  No.  i;78."i.  61  I.  C.  C.  197-9.  with 
Coiiiiiii.ssiciniT  Hall  dissenting.  H'  I'on  isslon  has  held  unreas- 
onable :ind  unduly  prejudicial  the  rate  cm  IM  u-olatum,  In  barrels, 
in  ,-arluads.  from  IVtrolia.  1'a.,  to  Memphis.  vi;i  Ohio  Klver 
crossings.  It  has  awarded  reparation.  It  has  held  lh:il  the  rate 
on  tht>  same  commodity  under  like  conditions,  via  Potomac  Yard, 
not  unreasonable  or  unduly  prejudicial,  because  via  that  gate- 
way the  traffic  moves  over  four  lines  of  much  greater  mileage. 

The  Commission  held  a  rate  of  87.fi  cents  unreasonable  be- 
canse  and  to  the  extent  it  exceeded  a  rate  of  36.6  cents  on  petro- 
laiiim  from  Oil  City,  Neollne,  Foxburg,  Karns  and  Butler,  Pa., 
at  which  competitors  of  the  complainant  are  located.  In  'addi- 
lion.  IVtrolia  is  intermediate  to  Oil  City  and  Foxburg.  The  ship- 
ments, seven  carloads,  moved  during  the  year  from  December 
-.  1918.  to  December  3,  1919.  On  some  the  second  class,  any 
quantity  rate  of  87.5  cents,  governed  by  southern  classification, 
was  applied.  On  some  the  commodity  rate  applicable  from  the 
more  distant  point  was  applied.  Undercharge  bills  were  rendered 
on  the  shipments  on  which  the  commodity  rate  was  applied. 
The  commodity  rate  was  established  from  Petrolia  in  1919. 

Commissioner  Hall  di»ented  because  he  said  it  was  not  con- 
tended that  second  class  was  unreasonable  as  a  second  class  rate, 
or  that  petrolatum  was  improperly  classified,  or  that  any  petro- 
latum had  ever  moved  from  the  competing  points  to  Memphis. 
For  aught  the  Commission  knows,  he  said,  the  36.5  cent  rates 
from  the  other  points  were  mere  paper  rates.  He  thinks  the 
complaint  should  have  been  dismissed. 


GRAIN  CAR  DISTRIBUTION 

A  finding  of  undue  prejudice  has  been  made  in  a  report 
written  by  Commissioner  Aitchison  on  No.  11441,  Hobart  Mill 
&  Elevator  Co.  et  al.  vs.  St.  Louis-San  Francisco  and  Director- 
General,  opinion  No.  6783,  61  I.  C.  C.  192-4.  The  question  was 
as  to  the  reasonableness  of  distribution  for  grain  loading  of 
cars  to  the  elevator  at  Cold  Springs,  Okla.,  between  July  1,  1919, 
and  December  1,  1919,  in  comparison  with  the  distribution  of 
cars  to  elevators  at  Roosevelt,  Mountain  Park  and  Snyder,  Okla. 
In  that  period  the  complainants,  who  own  the  elevator  at  Cold 
Springs  jointly,  received  only  17  out  of  183  cars.  As  Mr.  Aitchi- 
son figured  it,  the  capacity  of  the  elevator  at  Cold  Springs  was 
about  14  per  cent,  and  on  that  basis  it  should  have  received 
25  cars.  The  chief  train  dispatcher,  who  distributed  cars  under 
rules,  if  any,  that  he  held  in  his  own  breast,  could  not  explain 
why  Cold  Springs  had  been  given  so  few  cars.  He  admitted, 
however,  that  there  was  undue  prejudice,  because,  after  Decem- 
ber 1,  1919,  he  permitted  Cold  Springs  to  ship  grain  notwith- 
standing .a  general  embargo.  He  said  that  was  done  so  as  to 
give  the  complainants  "a  chance  to  catch  up."  Aitchison  said 
that,  that  was  clearly  prejudicial  to  other  shippers  and  could 
not  justify  any  previous  or  unreasonable  prejudice  against  the 
complainants.  The  case  is  held  open  for  testimony  as  to  dam- 
age caused  by  the  undue  prejudice. 


CHARGES  ON  DAIRY  PRODUCTS 

In  an  opinion  by  Commissioner  Ford  on  a  case  decided 
March  3,  the  day  before  Mr.  Ford  ceased  to  be  a  commissioner 
and  promulgated  this  week,  No.  11640,  Swift  &  Co.  vs.  Director- 
General,  as  agent,  opinion  No.  6781,  61  I.  C.  C.  183-4,  the  Com- 
mission held  that  the  charges  for  the  transportation  of  L.  C.  L. 
shipments  of  dressed  poultry,  butter,  eggs  and  cheese  between 
points  in  Illinois,  Indiana,  Iowa,  Michigan  and  Ohio  were  not 
unjust  or  unreasonable. 

Swift  &  Co.,  in  effect,  contended  that  as  the  Director-Gen- 
eral's charge  for  furnishing  ice  and  salt  during  the  period  of 
movement  was  $4  per  net  ton,  and  75  cents  per  100  pounds,  ••e- 
spectively,  to  allow  complainant  less  for  furnishing  the  same 
commodities,  the  practice  resulted  in  unreasonable  charges  on 
Swift  &  Co.'s  shipments.  The  Director-General,  who  charged 
$4  per  ton  for  ice,  allowed  Swift  &  Co.  only  $3  per  ton  for  fur- 
nishing the  ice  and  the  salt  needed  for  making  the  refrigeration 
effective.  That  is  to  say,  the  Director-General  would  have 
charged  Swift  &  Co.  $4.75  if  he  had  furnished  the  materials  and 
labor,  but  when  Swift  &  Co.  provided  ice,  salt  and  labor,  the 
Director-General  allowed  only  f3  per  ton.  On  August  16,  1919, 
the  allowance  to  shippers  who  furnished  ice  was  increased  to 
the  actual  cost  thereof,  but  not  exceeding  $4  per  net  ton.  On 
September  5,  1919,  the  actual  cost  of  the  salt,  but  not  exceeding 
75  cents  per  100  pounds,  was  allowed  the  shipper. 


ALLOWANCE  FOR  SWITCHING 

The  Commission  has  dismissed  No.  8757,  United  States  Gyp- 
sum Co.  vs  Culver  &  Port  Clinton,  Director-General,  et  al.,  opin- 
ion No.  6769,  61  I.  C.  C.  117-19,  holding  that  the  cancellation 
by  the  trunk  line  of  the  allowance  formerly  paid  to  the  com- 
plainant or  the  Culver  &  Port  Clinton  Railroad,  which  the  Com- 
mission denominates  the  complainants'  plant  facility,  did  not 
subject  the  gypsum  company  to  the  payment  of  unreasonable, 
unjustly  discriminatory  or  unduly  prejudicial  charges. 

This  case  is  one  of  the  large  number  that  arose  when,  on 
April  1,  1914,  following  the  Commission's  original  report  In  the 


Industrial  railways  cat...  (29  I.  c  c.  212).  tho  trunk  lines  can- 
•  •  I'd  the  rates  theretofore  applying  from  tin-  plant  of  the  com- 
plainant at  Culver,  O.,  on  tralll.  from  which  i|,,.y  r.-...|v.,I  irorn 
Hi,  dilv.T  *  Port  Clinton,  the  Mock  of  which  was  and  Is  owned 
by  tho  complainant. 

The  Commission,  after  the  cancellation,  in  68  I.  C.  C.  402, 
found  that  the  Culver  &  Port  Clinton  was  not  a  common  carrier! 
In  considering  this  case,  the  Commission  treated  It  as  a  plant 
facility  of  complainant.  So  treating  the  Oliver  &  Port  Clinton, 
the  Commission  posed  for  Itself  the  question  whether  the  Lake 
Shore,  the  trunk  line  connection  of  the  Culver  A  Port  Clinton, 
was  under  any  obligation  to  switch  for  the  complainant.  On 
that  question  the  Commission's  report  says  that  at  no  firm- 
since  April  1,  1914,  has  It  been  possible  for  the  Lake  Shor. 
perform  the  switching  services  to  and  from  trm  complainant's 
plant.  It  said  that  the  conditions  at  Culver  were  so  different 
from  that  existing  at  the  plants  of  competitors  of  complainant 
that  no  undue  prejudice  can  be  said  to  have  arisen  from  the 
different  treatment.  In  view  of  that  holding,  It  said,  that  the 
adequacy  of  the  fl.75  per  car  would  not  be  considered  In  this 
proceeding. 

LUMBER  FROM  OREGON 

An  award  of  reparation  has  been  made  In  No.  8118,  Inman- 
Poulsen  Lumber  Co.  et  al.  vs.  Southern  Pacific,  opinion  No.  6782, 
61  I.  C.  C.  185-91,  on  account  of  unduly  prejudicial  rates  on 
lumber  from  Portland,  Ore.,  to  various  points.  This  report  also 
covers  No.  9364,  Same  vs.  Same.  The  original  report  was  made 
in  42  I.  C.  C.  275.  Another  report  was  made  In  55  I.  C.  C.  357. 
In  the  original  reports  the  Commission  found  that  the  Southern 
Pacific's  rates  on  fir  and  hemlock  lumber  and  lath,  in  straight 
or  mixed  carloads,  from  Portland  to  San  Francisco  and  other 
California  points  were  and  for  the  future  would  be  unduly  preju- 
dicial to  the  extent  that  they  exceeded  or  might  exceed  rates 
contemporaneously  maintained  by  that  carrier  on  like  traffic 
from  Oregon  points  in  the  Willamette  Valley  and  on  the  so- 
called  Tillamook  branch  to  the  same  destinations,  but  that  the 
allegation  of  unreasonableness  had  not  been  sustained. 

At  the  original  hearing  the  complainants  said  the  adjust- 
ment had  been  in  effect  only  a  short  period;  that  but  few  ship- 
ments had  moved  and  that  shipments  were  still  being  made. 
They  asked  the  privilege  of  filing  with  the  Commission,  If  the 
rates  assailed  were  found  to  be  unreasonable  or  unduly  preju- 
dicial, a  statement  of  the  shipments  upon  which  reparation  was 
claimed. 

The  Commission  in  its  report  said  that  at  the  time  ship- 
ments were  made  complainants  were  engaged  in  manufacturing 
the  same  kind  of  lumber  as  their  competitors  in  the  Willamette 
Valley  which  was  sold  in  the  same  general  competitive  markets; 
they  were  forced  to  and  did  meet  the  reduced  prices  at  which 
their  competitors  sold  and  in  such  circumstances  it  was  impos- 
sible to  add  the  differences  in  the  freight  rates  to  their  selling 
prices.  The  Commission  said  the  complainants  have  now  shown 
with  reasonable  certainty  that  they  were  compelled  to  forego 
certain  profits  because  the  freight  rates  from  Portland  exceeded 
the  rates  contemporaneously  available  to  their  competitors  in 
the  Willamette  Valley  and  that  they  have  suffered  a  pecuniary 
loss  as  a  result  of  the  additional  transportation  charges  paid. 
The  Commission  said  it  followed,  therefore,  that  the  Willamette 
Valley  rates  were  the  proximate  cause  of  the  injury  which  the 
complainants  sustained  and  that  their  damage  was  measured 
by  the  difference  in  freight  rates. 

In  a  dissenting  report  Commissioner  Hall  said  that,  In  his 
opinion,  the  complainants  had  failed  in  their  proof  of  damage 
despite  the  additional  opportunity  given  them  at  their  request 
and  despite  the  intimations  In  the  Commission's  last  previous 
report  of  the  particulars  in  which  their  proof  was  then  lacking, 
therefore,  he  thinks  the  complaint  should  be  dismissed. 


RATES  ON  WALL  BOARD 

The  Commission  has  found  unreasonable  and  ordered  rep- 
aration on  rates  on  wall  board  from  Greenville.  Miss.,  to  Monroe, 
La.,  involved  in  No.  11698,  Parlor  City  Lumber  Co.  vs.  Vlcks- 
burg,  Shreveport  &  Pacific,  Director-General,  et  al.,  opinion  No. 
6787,  61  I.  C.  C.  203-4,  because  the  joint  rate  exceeded  the  aggre- 
gate of  intermediates. 


FT.   WORTH    SWITCHING  CHARGES 

The  text  of  the  Commission's  decision  on  I.  and  3.  No.  1236. 
Absorption  of  Switching  Charges  at  Fort  Worth,  opinion  No. 
6758,  61  I.  C.  C.  73-6  (see  Traffic  World,  March  19.  p.  595).  has 
been  made  available.  The  decision  was  given  out  without  opin- 
ion number  or  volume  paging  on  account  of  the  desire  of  the 
Commission  to  give  the  carriers  thirty  days'  time  in  which  to 
file  tariffs  in  accordance  with  its  decision  that  they  had  not 
justified  their  proposed  Increase  in  the  through  charges  on  ship- 
ments to  and  from  industries  on  the  Fort  Worth  Belt  Railway, 
which  increase  would  be  caused  by  the  suspended  tariffs  limit- 
Ing  the  amount  of  their  absorption  of  the  belt  road  charges. 
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DEMURRAGE  ON  IRON  ORE 

It  is  not  always  necessary  for  a  consignee  to  give  written 
notice  that  the  lading  is  frozen  and  cannot,  therefore,  be  un- 
loaded within  the  free  time  to  enable  a  shipper  to  avoid  demur- 
rage on  such  I  raffle.  That  is  the  sense  of  the  Commission's  de- 
cision in  No.  11085,  Virginia  Iron,  Coal  &  Coke  Co.  vs.  Norfolk 
ft  Western  and  Director-General,  opinion  No.  6786,  61  I.  C.  C. 
200-2.  Commissioner  Hall  dissented,  holding  that  the  decision 
in  this  case  should  have  followed  the  rule  approved  by  the  Su- 
preme Court  in  Pennsylvania  Railroad  Co.  vs.  Kittanning  Iron  & 
Steel  Co.,  253,  V.  S.  319,  and  the  rule  laid  down  by  the  Com- 
mission in  Wharton  Steel  Co.  vs.  Director-General,  59  I.  C.  C.  613. 
In  this  case  the  Commission  held  the  imposition  of  $2,807 
worth  of  demurrage  on  frozen  ore  at  Roanoke,  Va.,  received  at 
various  times  in  December,  1.917,  and  January,  1918,  was  unrea- 
sonable and  ordered  reparation  of  the  full  amount  with  interest. 
Complainant  served  no  written  statement  upon  the  Norfolk 
&  Western  that  the  ore  was  frozen  upon  arrival,  but  gave  ver- 
bal notice  to  the  railroad  employe  within  48  hours  after  the 
placement  of  the  cars,  and  the  Norfolk  &  Western  actally  knew 
that  the  frozen  condition  of  the  ore  precluded  the  unloading  of 
the  ore  within  the  free  time.  This  employe  whose  duty  was  to 
determine  whether  cars  were  loaded  or  empty,  and  if  loaded,  the 
reason  of  their  detention,  made  daily  written  reports  to  the  ter- 
minal trainmaster  at  Roanoke  that  the  ore  was  frozen  and  that 
the  cars  had  not  been  unloaded  for  that  reason.  The  trainmas- 
ter suggested  that  steam  be  used  to  thaw  the  ore. 

The  Commission  said  that  the  primary  purpose  in  imposing 
demurrage  is  to  promote  the  prompt  movement  of  cars  in  the 
public  interest.  Failure  to  release  cars  within  a  reasonable  time 
is  a  wrong  against  other  shippers  desiring  to  use  them  and 
against  the  general  public  which,  to  a  large  extent,  can  be 
avoided  by  the  enforcement  of  appropriate  demurrage  rules  and 
I>enalties,  It  said.  Shippers,  however,  the  Commission  said,  are 
entitled  to  a  reasonable  free  time  for  loading  and  unloading  cars 
and  the  principle  has  long  been  recognized  that  demurrage  should 
not  be  imposed  by  weather  interference  as  defined  in  the  de- 
murrage rules.  The  Commission  further  said  that  when  a  ship- 
ment is  tendered  for  shipment  in  a  frozen  condition  and  for  that 
reason  cannot  be  unloaded  within  the  free  time,  it  is  not  un- 
reasonable to  require  that  due  notice  to  that  effect  be  given  in 
order  that  the  carrier  may  have  necessary  information  on  which 
to  base  its  demurrage  charges  and  be  afforded  opportunity  to 
take  proper  steps  to  expedite  unloading. 

"Manifestly,  a  notice  in  writing  is  highly  desirable  as  evi- 
dence of  the  fact  that  notice  was  given  and  also  tends  to  pro- 
mote the  orderly  conduct  of  business  and  to  prevent  unlawful 
concessions  and  discriminations  that  would  result  from  a  lax  en- 
forcement of  the  weather  rule.  It  is  clearly  shown  in  this  case, 
however,  that  complainant's  failure  to  serve  written  notice  did 
not  add  to  the  detention  of  the  cars,  entail  any  additional  service 
by  the  carrier  or  hamper  it  in  any  way  in  dealing  with  the  situa- 
The  essential  facts  which  justly  entitle  complainant  to 
additional  free  time  for  unloading  are  uncontroverted.  While 
we  are  not  to  be  understood  as  condemning  the  tariff  provision 
for  written  notice  as  a  rule  of  general  application,  we  find  upon 
the  particular  facts  of  record  herein  that  the  demurrage  charges 
collected  were  unreasonable." 


RATES  ON  BRICK,  ETC. 

In  an  order  on  No.  11338,  Great  Falls  Brick  &  Tile  Co    vs 
:.  B.  &  Q.,  Director-General  et  al.,  opinion  No.  6780,  61  I    C    C 
82,   the  Commission  directed  the   Burlington  and  the  Great 
Northern  to  establish  on  or  before  July  1  rates  on  brick    except 
bath   or  enamel,   hollow   building  tile  and   fire  clay  in  straight 
r  mixed  carloads  from  Great  Falls,  Mont.,  to  the  following  points 
In  Wyoming  on  the  rails  of  the  Burlington,  which  shall  bear  the 
following    relationship    to    the    rates    contemporaneously    main- 
tained by  the  Burlington  from  Denver  to  the  same  destinations' 
Parkman  to  but  not  including  Sheridan,  not  in  excess  of  1  cent 
per  hundred  pounds  lower;   between  Sheridan  and  New  Castle 
not  In  excess  of  two  cents  per  hundred  pounds  higher-  and  be- 
iveen  Bonnevllle  and  Frannie,  both  inclusive,  including  points  on 
the  Cody  branch  not  in  excess  of  5  cents  per  hundred  pounds 
lower,  and  Orrin  Junction  to  but  not  including  Bonneville    rates 
which  shall  not  exceed  those  contemporaneously  maintained  from 
Great  Falls  to  the  Bonneville-Frannie  group  as  hereinbefore  de- 
scribed by  more  than  five  cents  per  hundred  pounds.   The  report 
on  the  case  holding  the  rates  to  be   unreasonable  and  unduly 
prejudicial  was  written  by  Commissioner  Ford. 


RATES  ON  GRAIN  TO  CAIRO 

The  Commission   has  dismissed   No.   11450,   Cairo   Board   of 
.ov',^'  A"  T"  *  S"  R  et  al-  OP'"'""  No.  6792,  61  I.  C.  C     219- 
that  rates  on  grain  from  points  in  Iowa,  Nebraska 
Issouri  to  Cairo,  111.,  were  not  unreasonable,  unjustly  dis- 
•im.natory    or    unduly    prejudicial.      The    complainant    alleged 
rates  on  grain  from  points  in  Illinois,  Iowa,  Nebraska 
our!     were   unreasonable,    unjustly   discriminatory   and 


unduly  prejudicial  in  comparison  with  those  to  St.  Louis,  East 
St.  Louis  and  Memphis.  The  complainant  asked  for  joint  rates 
to  Cairo  not  exceeding  those  to  St.  Louis  and  East  St.  Louis  by 
not  more  than  2.5  cents.  The  Memphis  Merchants'  Exchange 
and  the  Board  of  Trade  of  Kansas  City  intervened. 

Commissioner  Daniels,  who  wrote  the  opinion,  said  that 
while  the  complaint  attacked  only  the  rates  to  Cairo  proper, 
what  the  complainants  sought  were  flat  rates  to  Cairo  equal  to  the 
rates  ultimately  charged  up  to  that  point  on  through  traffic  and 
which,  when  added  to  the  rates  beyond,  would  make  the  same 
through  rates  as  applied  on  like  traffic  at  St.  Louis  and  Memphis, 
thus  effecting  an  equalization  of  markets  without  the  incon- 
venience incident  to  the  transit  arrangement  at  Cairo.  Com- 
missioner Daniels  said  that  the  Commission  had  repeatedly  held 
that  it  was  not  sufficient  to  consider  the  rates  to  an  intermediate 
market,  nor  alone  the  rates  from  such  market  if  the  question 
of  discrimination  between  markets  was  to  be  determined,  but 
that  there  must  be  consideration  of  the  entire  rate  from  point 
of  production  to  the  ultimate  destination.  He  said  the  com- 
plainant admitted  that  by  use  of  transit  on  practically  all  grain 
received,  Cairo  was  afforded  substantial  rate  equalization  with 
St.  Louis  and  Memphis.  It  contended,  however,  that  Cairo 
grain  dealers  were  subjected  to  inconvenience  and  expense  be- 
cause of  the  necessity  of  using  transit,  while  grain  moving  into 
Memphis  and  St.  Louis  is  free  to  move  out  to  any  destination 
via  any  carrier,  while  to  receive  the  benefit  of  the  transit  ar- 
rangement at  Cairo  and  to  obtain  the  same  through  rate  as  ap- 
plied on  grain  moving  via  St.  Louis  or  Memphis,  grain  moving 
into  Cairo  must  move  out  over  the  same  line  which  brought 
it  In. 

In  disposing  of  the  case,  the  Commission  said  that  it  had 
frequently  called  attention  to  the  desirability  of  establishing 
in  and  out  rates  where  practicable,  in  lieu  of  transit  arrange- 
ments. It  is  obvious,  however,  that  every  point  cannot  be  made 
a  rate  making  point  and  that  upon  the  record  in  this  case,  the 
Commission  would  not  be  warranted  in  requiring  the  carriers 
to  reduce  their  inbound  rates  to  Cairo  for  the  purpose  of  equaliz- 
ing that  market  with  St.  Louis  and  Memphis. 

The  decision  in  this  case  is  limited  to  interstate  rates  be- 
cause the  Commission  said  that  its  jurisdiction  to  prescribe  in- 
trastate  rates  for  the  future  under  the  issues  presented  in  this 
case  terminated  with  the  end  of  federal  control. 


DEMURRAGE  AT  HARVEY,  LA. 

It  was  financially  unfortunate  for  Penick  &  Ford    Limited 

when  in  1916  the  Texas  &  Pacific  granted  trackage  rights  to  the 

issouri   Pacific   to   use  its   property   up   to   the   yard   limits   of 

New  Orleans.     Up  to  that  time  the  Texas  &  Pacific  did  all  the 

switching  for  Penick  &  Ford,  and  Penick  &  Ford  had  all  their 

reight   switched    under   one    average   agreement,    regardless    of 

what  trunk  line  might  have  had  the  haul  to  New  Orleans 

When  the  Missouri  Pacific  came  in,  that  carrier  had  the 
right  to  require  Penick  &  Ford,  whose  plant  is  at  Harvey  La 
to  enter  into  an  average  agreement  with  it,  or  operate  under 
straight  demurrage.  When  the  two  companies  organized  the 
Irans-Mississippi  Terminal  Company,  in  which  each  holds  half 
the  stock,  the  terminal  company  also  acquired  the  right  to  exact 
an  average  agreement. 

The  Commission,  in  a  report  on  No.  10813,  Penick  &  Ford 
Ltd.,  vs.  Director-General,  et  al.,  opinion  No.  6779,  61  I  C  c' 
I  *!'  25  dismissed  the  complaint  holding  that  the  practices 
the  Director-General  during  federal  control,  which  practices 
were  in  accordance  with  those  under  which  each  of  the  com- 
panies exacted  an  average  agreement,  did  not  result  in  unreas- 
onable or  otherwise  unlawful  demurrage  charges.  Commis- 
sioner Aitchison,  author  of  the  report,  cited,  with  approval  the 
Commission's  decision  in  Washburn-Crosby  22  I  C  C  465  in 
which  the  railroads  insisted  that  the  average  agreement  is  a 
concession  from  the  straight  demurrage  plan,  which  may  be 
lawfully  granted  or  withheld,  and  if  granted,  it  may  be  done  in 
whatever  manner  and  restricted  by  whatever  rules  and  regula- 

armlrarv"1^   *%  P  *,  prescribe'   eyen   to   the  extent  of   being 
mrary,   provided    undue   prejudice   does   not   result      In    this 
case    Mr.  Aitchison  said,  undue  prejudice  was  not  alleged 

nf  ti r   »°r     •     ,e  6ntry  °f  the  Missouri  Pacific  and  the  creation 

the  terminal  company  the  complainant  had  only  one  average 

.reement     It  was  able  to  use  its  credits  to  offset  its  debits,  re- 

!a^'eff  °lTbat  ''ple  *",  haU1'     After  the  Miss°»ri  Pacific 
racinc  aeons  could  only  be  offset  by  Missouri 
ts.     The  company  alleged  that  that  arrangement  re- 
Ting  it  to  pay  more  demurrage  than  if  one  average 
,jW.a>f  '"  e^ct,  as  prior  to  the  coming  of  the  Missouri 
and   the  terminal   company 

4aWenessSofd the^dem    "^  absence   of  an   attack   uP°n   tlle 
.  resulting  from  the  operation  of  the  three^venure 
men.s,  the  complaint  would   have  to  be  dismissed 


NEV.  AND  UTAH  SMELTER   PRODUCTS 
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••Ml.  »il  I  C.  C  :i7is.  the  Cnmmisslon  him  held  that  the  pro- 
IHISCI!  rates  on  unrefined  copper  from  (iarfirld  Smeller  and 
International.  I'tali.  and  McGlll,  Nev.,  to  San  Francisco  and  Oak- 
land via  the  Western  Pacific  have  been  justified.  The  order 
oi  suspension  has  heen  vacated  and  the  proceeding  discontinued 

This  action  of  the  Commission  authorizes  a  reduction  of 
rates  and  the  establishment  of  a  rall-and-water  route  via  the 
Panama  Tamil  that  Is  considerably  lower  than  the  all-rail  rates 
i  mm  l  lie  Utah  and  Nevada  smelters  and  also  lower,  all  things 
considered,  than  the  all-rail  rates  approved  by  the  Commission 
in  Anaconda  Copper  Mining  Co.  vs.  Director-General,  57  I.  C.  C. 
'L'!!.  and  I'helps  Dodge  Cor.  vs.  Director-General,  57  I.  C.  C. 
7!  I,  plus  the  increases  authorized  in  Ex  Parte  No.  74.  In  Justi- 
fication of  its  approval  of  these  lower  rates  the  Commission 
pointed  out  dial  since  its  decision  In  the  Anaconda  ajid  Phelps 
Dodge  cases  conditions  in  the  copper  Industry  had  changed  sub- 
stantially. Topper  has  fallen  50  per  cent  in  price,  the  Com- 
mission said,  and  there  has  been  a  material  reduction  In  pro- 
duction. It  was  averred  at  the  argument  that  the  mines  had 
ceased  operation  and  that  the  smelters  would  have  to  close  as 
soon  as  the  mined  ore  had  been  treated.  Due  to  the  large  sur- 
plus of  copper  on  the  market  and  its  comparatively  low  price, 
the  Commission  said,  there  was  no  appreciable  movement  of 
bullion  to  the  refineries  at  the  time  of  the  hearing.  It  was 
asserted,  however,  that  a  considerable  tonnage  had  accumulated 
at  the  smelters  which  apparently  would  be  shipped  were  the 
proposed  rates  established. 

No  one  appeared  at  the  hearing  in  opposition  to  the  pro- 
posed reduction.  It  was  admitted  that  the  object  of  the  proposed 
rate  was  to  form  an  available  route  in  connection  with  water 
carriers  operating  through  the  Panama  Canal.  Representatives 
of  the  smelting  company  and  commercial  organizations  appeared 
at  the  hearing  in  support  of  the  proposition.  The  suspended 
schedules  were  published  by  the  Western  Pacific  and  the  rates 
are  to  apply  via  its  lines  only.  The  rates  proposed  were:  From 
Garfield,  Smelter  and  International,  32.5  cents,  or  |6.50  per  ton; 
and  from  McGill,  38  cents,  or  $7.60  per  ton.  The  schedules  were 
Garfield  and  International,  32.5  cents,  or  $6.50  per  ton;  and 
from  McGill,  38  cents,  or  $7.60  per  ton.  The  schedules  were 
suspended  until  April  29  upon  the  Commission's  own  motion 
ponding  an  investigation  into  their  lawfulness.  The  investiga- 
tion was  undertaken  because  the  Western  Pacific  was  a  party 
in  Ex  Parte  74  and  made  no  objection  to  the  all-rail  basis  of 
rates  on  copper  bullion  to  the  east.  Class  rates  are  the  only 
ones  in  effect  to  the  Pacific  ports  now.  Apparently  no  bullion 
ever  moved  on  them  to  these  ports  and  the  new  rates,  which 
will  give  the  Western  Pacific  some  tonnage  in  the  direction 
of  the  most  of  its  empty  car  movement,  if  used  at  all,  will  result 
in  new  business  for  that  carrier. 


OIL  WELL  SUPPLIES,   ETC. 

The  Commission,  in  No.  11451,  Goodman  Drilling  Co.  vs. 
Fort  Worth  &  Denver  City,  Director-General,  et  al.,  opinion  No. 
6777,  61  I.  C.  C.  164-8,  held  the  rates  on  oil-well  outfits  and 
supplies,  carloads,  from  Burkburnett,  Tex.,  to  Mansfield  and 
Gahagan,  La.,  and  on  wrought  iron  pipe  from  Wichita  Falls  to 
Gahagan  in  November,  1919,  were  unreasonable.  The  carriers 
are  required,  by  July  7,  to  establish  rates  on  oil-well  outfits 
and  supplies  from  Burkburnett  to  the  Louisiana  points  not  in 
excess  of  72.5  cents  and  42.5  cents  on  wrought  iron  pipe  from 
Wichita  Falls.  Commissioner  Eastman  dissented  on  the  ground 
that  it  was  not  reasonable  to  include  the  Louisiana  points  In 
question  in  the  New  Orleans  rate  group,  because  thy  are  near 
points  in  the  Shreveport  group,  where  there  are  oil-well-drilling 
operations,  while  there  are  no  such  operations  in  the  heart  of 
the  New  Orleans  rate  group. 

ALLOWANCE  FOR  SPOTTING 

The  Commission,  in  a  report  written  by  Chairman  Clark, 
hag  dismissed  No.  11771,  Merchant  Shipbuilding  Corporation, 
agent  of  the  United  States  Shipping  Board,  Emergency  Fleet 
Corporation,  vs.  Pennsylvania  Railroad  Co.,  and  Director-Gen- 
eral, opinion  No.  6791,  61  I.  C.  C.  214-18,  holding  that  the  refusal 
of  the  Pennsylvania  to  make  allowance  to  the  complainant  for 
spotting  services  at  Harriman  shipyard  near  Bristol,  Pa.,  is  not 
unreasonable,  unjustly  discriminatory  or  unduly  prejudicial  now. 

During  the  early  stages  of  the  construction  of  complainant's 
plant  the  Pennsylvania  performed  the  service  of  switching  and 
spotting  within  the  plant.  In  July,  1917,  the  shipbuilding  com- 
pany, because  of  the  growth  of  its  business,  rented  two  loco- 
motives from  the  Pennsylvania  with  which  it  undertook  to  per- 
form the  switching  of  inbound  and  outbound  traffic  from  and 
to  the  interchange  tracks.  Subsequently  it  bought  four  addi- 
tional locomotives.  The  Commission  said  that  the  facts  of  rec- 
ord established  that  what  may  have  been  a  reasonable  spotting 
service  in  the  early  stages  of  the  construction  of  the  shipyard 
plant  became,  by  reason  of  the  growth  of  the  shipbuilding  plant, 
relatively  unreasonable  and  that  it  was  not  unreasonable  for 
the  defendant  to  decline  undertaking  that  complicated  switch- 
ing, or  make  compensation  to  the  shipbuilding  company  for 
performing  it. 


LIVE   STOCK  LOADING   CHARGES 

The  Traffic  World  Waihinglen  B»tta» 

In  I.  and  8.  1301  and  1312.  live  Mock  loading  and  unload- 
ing charges  at  Chicago  and  other  points,  the  Commlnnlon,  April 
22,  held  justified  an  Increase  of  charge*  to  a  dollar  a  car  at  pub- 
lic stock  yards,  and  absorption  of  such  charge  by  the  railroads, 
thus  bringing  to  an  end  the  long  standing  controversy  on 
which  the  Commission  has  held  many  hearings.  The  decision  Is 
In  accordance  with  the  obvious  fact,  brought  out  at  recent  hear- 
ings, that  the  cost  of  loading  and  unloading  Is  more  than  a 
dollar  a  car  at  every  stock  yard  center  and  that  at  Chicago  the 
cost  is  more  than  two  dollars  a  car.  The  transportation  act 
made  it  obligatory  on  trunk  lines  to  load  and  unload  stock 
They  have  no  stock  yards  of  their  own,  so  they  have  to  pay  the 
yards  now  In  existence  for  the  performance  of  that  Dart  of  their 
duty. 


RESHIPPING  RATES  ON  GRAIN 

'1  he  Tragic  World  Washington  Bureau 

The  Commission,  in  1.  and  S.  1279,  grain  from  St.  Louis 
to  Cincinnati  and  Louisville,  has  held  justified  the  cancellation 
of  reshipping  rates  on  grain  originating  In  Illinois  or  beyond 
the  so-called  100  mile  zone  west  of  the  Mississippi  River  from 
St.  Louis  to  Louisville,  Cincinnati,  and  points  taking  the'  same 
rates. 

In  the  formal  cases  bracketed  with  the  suspension  proceed- 
ing, the  Commission  found  reshipping  rates  on  grain  from  St 
Louis  to  points  in  Indiana  and  Kentucky  not  unreasonable  or 
otherwise  unlawful. 


RECONSIGNMENT  AND  DIVERSION 

Tht  Traffic  World  Washington  Bureau 

A  finding  that  rules  and  charges  for  diversion  and  recon 
signment  of  fruits  and  vegetables  have  not  been  justified  has 
been  made  in  I.  and  S.  1250  and  1276.  The  Commission.  April 
22,  found  justified  the  rule  governing  reconsignment  of  less- than- 
carload  shipments  and  the  rule  pertaining  to  order-notify  ship- 
ments. It  found  not  justified  rules  relating  to  back  haul  and 
embargo.  As  to  rules  found  not  justified,  the  Commission  said 
its  finding  was  without  prejudice  to  the  right  of  carriers  to 
modify  the  rules  in  accordance  with  the  views  expressed  In  the 
report  and  filing  them  for  application  not  earlier  than  April  1 
next  year. 

This  disposition  of  the  case  is  in  accordance  with  the  views 
expressed  April  18,  when  the  case  was  argued  and  the  carriers 
expressed  a  willingness  to  postpone  the  whole  matter  until  next 
year. 


RATES  BETWEEN  E.  AND  S.  W.  AND  S.  E. 

The  Traffic  World  Washington  Bureau 

Arguments  were  heard  April  19  on  I.  and  S.  No.  1263  sub- 
stitution of  35  per  cent  for  33%  per  cent  in  class  and  commodity 
rates  between  eastern  and  southwestern  groups  and  the  South 
east.  F.  A.  Leland,  agent  for  the  southwestern  lines,  the  author 
of  the  scheme,  and  F.  E.  Andrews  argued  in  behalf  of  the  sub- 
stitution which  was  proposed  by  the  first  mentioned  as  the 
easiest  plan  for  avoiding  fourth  section  violations  in  making 
rates  from  defined  territories  to  the  southwest  and  from  the 
southeast  to  the  southwest  by  reason  of  the  fact  that  all  such 
rates  being  made  by  combination  on  St.  Louis,  the  varying  per- 
centages, if  strictly  applied,  would  force  technical  departures 
from  the  long-and-short-haul  rule.  Leland  also  proposed  the 
scheme  as  the  easiest  method  for  restoring  or  maintaining  estab- 
lished relationships. 

M.  A.  Clark,  for  the  Central  Foundry  Company,  objected  to 
having  the  change  made.  Application  of  the  rule  as  it  was  laid 
down  by  the  Commission  enables  Birmingham  to  ship  iron  ptpf 
and  pipe  fittings  to  the  southwest  at  a  little  lower  rate  than 
St.  Louis.  That  arises  from  the  fact  that  the  rates  from  the 
Alabama  foundry  points  to  the  southwest  are  published  as  Joint 
through  rates  to  which  an  increase  of  33%  per  cent  applied. 
while  rates  from  St.  Louis  would  be  increased  35  per  cent 
present  the  rates  from  St  Louis  and  the  Alabama  foundry  points 
are  the  same. 

Paul  E.  Blanchard,  for  Armour  &  Co..  and  N.  D.  Belnap.  for 
Morris  &  Co.,  introduced  the  question  of  the  proper  method  of 
constructing  rates  on  hides  from  Fort  Worth  and  Oklahoma  i 
to  points  east  of  the  Mississippi  River.  Mr.  Blanchard  said  he 
did  not  believe  the  question  was  properly  a  part  of  the  case,  but 
inasmuch  as  Morris  &  Co.  raised  the  question  he  thought  he 
should  make  answer  to  the  proposition  put  forth  by  Mr.  Belnap. 
The  latter  insisted  that  rates  on  hides  should  be  made  in  ac- 
cordance with  the  decisions  of  the  Commission  in  the  raeac 
Investigation  and  the  Crowdus  Brothers  cases.  In  them  tin- 
Commission  assumed  that  the  rates  on  packing  house  prodi; 
to  which  the  rates  on  hides  are  related,  should  be  made  com- 
binations on  the  Mississippi,  presumably  St.  Louis.  It  estab 
Hshed  the  factors  west  of  the  Mississippi.  Fort  Worth,  in  that 
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adjustment,  being  made  such  a  figure  that  the  subsequent  in- 
creases have  raised  the  spread  between  Fort  Worth  and  Okla- 
homa City  to  nine  cents,  the  Texas  point  over  Oklahoma  City. 

Blanchard  said  it  could  not  be  assumed  that  hide  rates 
should  always  be  made  through  St.  Louis,  because  shippers  of 
hides  can  and  do  send  their  freight  through  Galveston  and  New- 
Orleans.  The  railroads  from  New  Orleans  have  established  what; 
Leland  called  an  absurdly  low  rate  on  hides  to  New  York,  but 
they  are  now  trying  to  raise  it  four  or  four  and  a  half  cents. 

In  justification  of  his  proposal  Leland  called  attention  to  fie 
fact  that  rates  to  the  southwest  are  all  made  with  St.  Louis 
as  the  pivotal  point  In  that  way  there  has  been  a  definite 
relationship  of  rates  on  stoves  from  Minneapolis  and  Michigan, 
to  rates  on  stoves  from  the  southeast  to  the  southwest.  He 
said  that  by  increasing  the  factors  up  to  St.  Louis  35  per  cent, 
to  equal  the  increase  on  the  rate  from  St.  Louis  to  the  south- 
western destinations,  all  departures  from  the  fourth  section  are 
avoided  and  the  long-established  relationships  are  maintained 
or  restored.  If  the  rates  published  as  joint  rates  are  increas^-l 
only  33%  per  cent,  then  they  are  thrown  out  of  line  with  those 
published  as  combinations. 

HOGS,  NEBRASKA  CY.  TO  OKLAHOMA  CY. 

The  further  extension  of  the  so-called  1716  scale  to  cover 
shipments  of  hogs  in  single  and  double  deck  cars  from  Nebraska 
City,  Neb.,  to  Oklahoma  City,  is  asked  in  Docket  No.  12271, 
Morton-Gregson  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al.,  hearing  on 
which  was  held  before  .Examiner  McQuillan  in  Chicago,  April 
15.  The  application  of  this  scale  has  been  recommended  by  the 
examiner  in  a  tentative  report  on  No.  11240,  for  application  from 
Kansas  City  to  Oklahoma  City,  said  R.  R.  Hargis,  assistant 
traffic  manager  of  Wilson  &  Co.,  Inc.,  of  which  Morton-Gregson 
Co.  is  a  subsidiary  corporation.  The  granting  of  the  complain- 
ant's prayer  in  No.  12271  would  reduce  the  present  rates  from 
Nebraska  City  to  Oklahoma  City  from  75.5  cents  on  both  single 
and  double  deck  shipments  of  hogs  to  54  cents  double  deck,  on 
a  minimum  of  34,000  pounds  and  61  cents,  single  deck,  on  a 
minimum  of  17,000  pounds. 

John  S.  Burchmore,  attorney  for  the  complainants,  called 
attention  to  the  fact  that  the  carriers  had  proposed  the  appli- 
cation of  the  rate  made  by  the  Railroad  Administration  in 
freight  rate  authority  2797,  instead  of  the  1716  scale  in  the 
Kansas  City  case.  He  said  either  scale  would  be  satisfactory 
to  the  shippers  in  this  case,  but  that  the  1716  scale  had  been 
named  in  the  complaint  because  it  produced  a  rate  from  Ne- 
braska City  that  was  half  a  cent  higher  than  the  2797  scale. 

Reparation  on  157  cars  which  moved  since  February,  1918, 
amounting  to  $7,292.42,  was  asked. 

The  special  services  necessary  to  transport  live  stock  were 
pointed  out  by  F.  E.  Andrews  and  C.  C.  Dana  of  the  Santa  Fe. 
These  included  expedited  movement,  pick-up  service,  investment 
in  pens  and  loading  chutes,  the  expense  of  loading  and  unloading 
at  feeding  and  resting  stations,  the  high  percentage  of  empty 
car  movement,  and  the  large  amount  of  damage  claims  paid 
on  live  stock  shipments.  The  low  earnings  on  this  class  of 
freight  as  compared  to  dead  freight  were  also  advanced  by  the 
defense,  a  special  and  exhaustive  comparison  being  made  be- 
tween hogs  and  cement. 

HOGS  TO  FORT  WORTH 

Hearing  on  Docket  No.  12193,  Armour  &  Co.  vs.  M.  K.  &  T., 
Director-General  et  al.,  was  held  before  Examiner  McQuillan 
in  Chicago,  April  20.  The  case  involves  the  rates  on  hogs  in 
single  and  double  deck  cars  from  South  St.  Paul,  South  St. 
Joseph  and  South  Omaha  to  Fort  Worth,  the  rates  on  which  are 
alleged  by  the  complainants  to  be  unreasonable  to  the  extent 
that  they  exceed  the  so-called  1716  scale.  Reparation  amount- 
ing to  $13,591.86  is  asked,  as  also  is  a  uniform  minimum  weight 
of  17,000  pounds  single  deck  and  22,000  pounds  double  deck. 

W.  W.  Manker,  assistant  traffic  manager  for  Armour  &  Co., 
introduced  detailed  exhibits  showing  the  709  cars  on  which 
reparation  is  claimed,  their  points  of  origin,  the  rates  paid  for 
the  haul  to  Fort  Worth  and  the  rates  proposed  for  the  same 
haul  based  on  the  1716  scale.  He  pointed  out  that  the  rates 
from  points  north  of  Kansas  City  were  based  on  a  combination 
of  locals  over  that  point  and  therefore  included  two  of  the 
7-cent  maximum  increases  allowed  on  local  rates  under  general 
order  28.  The  minimum  weights  applied  on  double  deck  cars 
were  in  some  instances  34,000  pounds  and  in  others  25.000 
pounds.  In  most  cases,  Mr.  Manker  said,  the  railroads  had 
allowed  overcharge  claims  on  the  shipments  shipped  under 
the  34,000-pound  minimum  down  to  a  basis  of  25,000  pounds. 
The  22,000-pound  minimum  applies  in  other  territories,  he  said, 
and  was  a  fairer  figure. 

The  application  of  the  958  scale,  the  so-called  Shreveport 
scale,  which  the  carriers  are  preparing  to  put  into  effect  between 
Memphis  and  Oklahoma  City,  would  be  satisfactory  to  the  ship- 
pers, according  to  Paul  E.  Blanchard,  attorney  for  Armour  & 
Co.,  as  it  would  result  in  a  somewhat  lower  rate  than  that  asked. 
J.  C.  Gutach,  assistant  general  freight  agent  for  the  C.  R.  I. 


&  P.,  and  R.  C.  Trovillion,  assistant  general  freight  agent  for 
the  M.  K.  &  T.,  protested  against  the  further  spread  of  the  1716 
scale,  which  had  been  originally  made  to  apply  from  points  in 
Oklahoma  and  New  Mexico  to  Fort  Worth.  They  said  this 
piecemeal  extension  of  it  would  result  in  numerous  complaints 
and  entered  as  an  exhibit  a  list  of  the  cases  already  filed  which 
they  said  involved  reparation  of  over  $100,000.  "If  this  rate 
situation  is  to  be  gone  into,"  said  Mr.  Gutsch,  "a  general  in- 
vestigation ought  to  be  opened.  We  think  that  the  1716  scale 
was  too  low  even  for  the  traffic  for  which  it  was  originally 
devised.  If  it  is  to  be  extended  it  ought  to  be  carefully  investi- 

Figures  showing  the  high  cost  of  handling  the  hog  traffic  and 
the  low  percentage  of  revenue  compared  to  the  percentage  of 
all  tonnage  were  introduced.  Mr.  Trovillion  said  that  on  the 
M.  K.  &  T.  livestock  represented  13.7  per  cent  of  the  tonnage, 
only  6.63  per  cent  of  the  gross  earnings  and  17.1  per  cent  of  the 
loss  and  damage  claims.  A.  B.  Enoch  appeared  for  all  the 
defendants. 

SWITCHING  CHARGES  ON  FROZEN  MEAT 

Armour  &  Co.,  in  their  case  against  the  Lehigh  Valley  et  al., 
Docket  No.  12160,  charge  that  the  assessment  of  a  full  third  class 
rate  of  17  cents  on  carloads  of  export  frozen  beef  livers  for  a 
haul  of  approximately  one  mile,  from  the  Lehigh  Valley  Float 
Bridges  at  Jersey  City  to  Pier  A,  was  unreasonable.  At  the  hear- 
ing before  Examiner  McQuillan  in  Chicago,  April  19,  they  asked 
a  rate  of  $5  per  car  for  the  future  and  reparation  amounting  to 
$757.02  on  13  cars,  which  moved  during  federal  control. 

L.  A.  Newell  and  W.  W.  Manker,  traffic  men  for  Armour  & 
Co.,  said  that  the  13  cars  mentioned  had  to  move  over  the  rails 
of  the  Lehigh  Valley  because  the  longshoremen's  strike  at  the 
time  the  shipments  were  delivered  on  N.  Y.  C.  car  floats  at  ship- 
side  made  it  impossibly  to  unload.  The  usual  method  of  delivery, 
Mr.  Newell  said,  was  for  the  line-haul  carrier,  in  this  case  the 
N.  Y.  C.,  to  include  the  lighterage  charges  in  its  through  rates 
and  load  into  the  vessel  directly  from  the  floats.  The  $5  charge 
asked  for  the  future  was  arrived  at  by  comparing  other  switch- 
ing movements  in  the  vicinity  on  similar  products. 

0.  F.  Johnson,  general  freight  agent  for  the  Lehigh  Valley, 
protested  against  the  establishment  of  this  rate.  He  said  the 
capacity  of  the  float  bridges  was  insufficient  to  handle  the  Lehigh 
Valley's  own  tonnage  even  at  present,  and  that  rates  for  hauls 
from  other  trunk  lines  had  never  been  published  for  this  serv- 
ice. E.  H.  Burgess,  attorney  for  the  defendants,  stated  that  he 
had  been  advised  by  the  Director-General  to  admit  the  over- 
charge as  alleged  by  the  complainants,  but  repeated  the  plea  that 
the  bridges  not  be  opened  to  general  traffic.  The  complainants  said 
that  a  settlement  on  that  basis  would  be  satisfactory. 


i 


PER  CAR  RATES,  JERSEY  CITY  TO 
WEEHAWKEN 

The  awarding  of  reparation  in  Docket  No.  12149,  Armour  & 
Co.  vs.  Erie  et  al.,  seems  to  rest  on  whether  the  haul  from  the 
Armour  plant  at  Jersey  City  to  the  Erie  docks  at  Weehawken 
is  a  switching  or  a  line  haul.  At  the  hearing,  held  before  Ex- 
aminer McQuillan  in  Chicago,  April  19,  L.  A.  Newell,  of  the 
traffic  department  of  Armour  &  Co.,  said  that  after  the  -promul- 
gation of  General  Order  28  the  Erie  had  applied  the  minimum 
of  $15  a  car  prescribed  in  that  order  for  line  hauls  to  cars  of 
food  products  moving  as  described,  whereas,  prior  thereto,  the 
charge  had  been  only  $3.45,  generally  acknowledged  to  be  a 
switching  charge. 

The  complainants  do  not,  however,  ask  for  reparation  or 
the  ordering  of  a  future  rate  down  to  anything  like  the  lower 
figure.  It  was  pointed  out  that  switching  charges  on  other 
commodities  hauled  over  the  same  line  were  increased  a  flat 
25  per  cent,  and  that  before  the  increase  they  had  been  gen- 
erally $10  a  car.  Reparation  is  asked  on  approximately  400 
cars  down  to  the  basis  of  $12.50.  Mr.  Newell  and  W.  W.  Manker, 
assistant  traffic  manager  for  Armour  &  Co.,  described  the  haul 
as  5.9  miles  long  and  argued  that  the  fact  that  the  Erie  re- 
ceived a  line  haul  on  the  incoming  raw  materials  should  have 
been  taken  into  consideration  when  the  rate  was  raised.  It  was 
also  brought  out  that  the  rate  on  carloads  of  similar  products — 
namely,  meats,  lards  and  canned  milk — from  the  plant  of  Swift 
&  Co.  at  Harrison,  N.  J.,  to  the  car  floats  of  the  Erie  at  Wee- 
hawken, were  $12.50  a  car  subsequent  to  General  Order  28. 

C.  D.  Ward,  testifying  for  the  Erie,  took  the  position  that 
the  service  was  a  line  haul.  He  said  no  goods  moved  to  Wee- 
hawken from  the  Swift  plant  and  he  also  pointed  out  a  number 
of  special  expenses  that  the  Erie  stands  on  these  cars,  among 
which  were  a  40  cents  a  car  charge  by  the  New  York  Central 
for  the  use  of  certain  land  over  which  the  Erie  has  rails  and 
another  the  22%  cents  a  ton  charge  for  unloading  at  the  docks. 
As  proof  of  his  contention  that  the  haul  was  not  a  switching 
movement,  Mr.  Ward  said  regular  bills  of  lading  and  not  switch- 
ing receipts  were  used  and  that  private  car  mileage  was  paid, 
whereas  none  was  paid  on  switching  movements. 
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COMPENSATION  FOR  SWITCHING 

In  a  tentative  report  on  No.  11378,  Oliver  Iron  &  Steel  Co. 
vs.  Pittsburgh  &  Lake  Erie  et  al.,  Kxamlner  Bronson  Jewell  has 
recommended  a  holding  (hat  the  refusal  of  the  trunk  lines  serv- 
ing the  complainant  to  compensate  the  iron  and  steel  company 
lor  Hit1  expense  of  terminal  switching  to  and  from  its  plant  at 
Pittsburgh  between  February  7,  lilli!,  and  May  31,  1917,  resulted 
in  I  lie  exaction  of  charges  which  were  unjust  and  unreasonable 
and  to  have  subjected  the  Oliver  Company  to  undue  prejudice. 
The  examiner  recommended  an  award  of  reparation,  but  did  not 
attempt  to  figure  out  how  much  would  be  due  if  the  Commis- 
sion approved  his  recommendation. 

The  Oliver  company  owns  a  system  of  standard  gauge  tracks 
which  it  leases  to  the  Allegheny  &  South  Side,  a  common  carrier 
terminal  road,  the  stock  of  which  the  Oliver  company  owns.  The 
icrminal  road  by  lease  has  trackage  rights  over  the  rails  of  some 
of  the  trunk  lines  and  interchanges  freight  for  them.  The 
examiner  said  that  while  that  service  was  a  common  car- 
rier service  the  terminal  road  was  acting  as  agent  for  the  trunk 
lines  rather  than  as  a  common  carrier  using  its  rights  as  such. 

For  the  purposes  of  this  complaint  the  examiner  said  that 
be  would  treat  that  common  carrier  as  a  plant  facility  of  the 
complaining  iron  and  steel  company.  At  the  hearing  the  trunk 
lines  made  their  customary  offer,  which  is  to  switch  for  the  com- 
plainant at  their  convenience,  and  without  interference  from  the 
complainant,  if  the  Commission  should  hold  that  it  was  their 
duty  to  place  the  cars  at  the  places  of  loading  and  unloading. 
The  complainant  protested  that  the  trunk  lines  could  not  do 
that  because  they  do  not  own  the  rails  to  the  points  of  loading  or 
unloading  and  they  do  not  even  have  control  of  all  their  own 
tracks  needed  to  reach  the  places  of  loading  and  unloading  be- 
cause they  have  leased  them  to  the  Allegheny  &  South  Side. 

"If  complainant  elects  to  accept  the  above  offer,"  said  the 
examiner  in  his  report,  "the  trunk  lines  should  perform  the 
terminal  switching  and  spotting  at  complainant's  plant  without 
charge  in  addition  to  the  line-haul  rates,  but  if  complainant  is 
unwilling  to  accept  the  offer  we  do  not  see  how  the  Commission 
can  require  the  trunk  lines  to  increase  the  compensation  paid 
for  a  service  which  they  are  not  permitted  to  perform  for  them- 
selves." 

Prior  to  the  Commission's  decision  in  the  Industrial  Rail- 
ways case  in  1914  there  was  no  dispute  between  the  iron  com- 
pany and  the  trunk  lines.  The  latter  paid  for  the  work  done 
by  the  Oliver  company  until  they  construed  the  Commission's 
decision  as  authorizing  or  directing  them  to  quit  paying.  When 
the  Commission  had  to  amend  its  decision,  by  reason  of  the 
Supreme  Court's  decision  in  the  tap  line  case,  the  trunk  line  re- 
stored the  allowance,  but  not  until  after  about  two  years  of  nego- 
tiation. During  that  time  the  Oliver  company  bore  the  cost  in  addi- 
tion to  paying  the  full  Pittsburgh  rate,  although  the  trunk  lines 
continued  to  switch  to  and  from  the  points  of  loading  and  un- 
loading, for  competitors  of  the  complainant,  with  no  charge  in 
addition  to  the  line-haul  rates. 


RATES  ON  COARSE  GRAIN 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Attorney-Examiner  Arthur  R.  Mack- 
ley  in  a  report  on  No.  11369,  the  Van  Dusen  Harrington  Co. 
et  al.  vs.  Canadian  Pacific,  Director-General,  et  al.  Mackley 
recommended  a  holding  that  the  coarse  grain  rates  of  76  cents 
from  group  F  points  in  the  Dakotas  east  of  the  Missouri  River 
and  in  Minnesota  west  of  the  line  of  the  Omaha  Railroad,  and 
64  cents  from  group  G  points  in  Nebraska,  Kansas  and  Iowa 
to  points  in  Montana,  Oregon,  Washington  and  Canada,  as  in- 
creased under  General  Order  No.  28,  were  unreasonable  to  the 
extent  that  they  exceeded  the  subsequently  established  rate  of 
61  cents  on  wheat  from  groups  F  and  G  points  to  the  states 
mentioned. 

The  rates  on  coarse  grain  were  increased  not  only  the 
maximum  of  6  cents,  but  were  brought  up  to  the  wheat  rate,  but 
not  as  quickly  reduced  as  the  reduction  in  the  wheat  rate  was 
made.  They  went  up  with  wheat,  but  did  not  come  down  until 
after  some  1,200  carloads  of  coarse  grain  were  moved. 


revival  of  ocean  shipping  restored  some  competition  between 
the  Atlantic  and  Gulf  ports  on  the  one  hand  and  the  Pacific 
ports  on  the  other.  The  Railroad  Administration  nought  to 
equalize  competition  through  the  various  ports.  It  contended 
that  it  should  not  be  held  to  reparation  on  account  of  II* 
efforts  In  that  direction  when  there  was  no  showing.  It  asserted, 
that  the  rate  of  $1.125  was  unreasonable  In  Itself  or  the  cause 
of  undue  prejudice. 


RATE  ON  COCOANUT  OIL 

Examiner  John  B.  Keeler  has  recommended  the  dismissal 
of  No.  11809.  Madden,  Orth  and  Hastings  Co.  vs.  Director-Gen- 
eral, C.  M.  &  St.  P.  et  al.,  on  a  holding  that  the  rate  of  $1.125 
on  imported  cocoanut  oil  in  effect  from  Seattle  to  St.  Paul  in 
the  latter  part  of  1918  and  until  May,  1919,  was  not  unreason- 
able or  unduly  prejudicial.  The  complainant  suggested  repara- 
tion to  the  rate  of  90  cents  established  in  May,  1919,  when  the 


C.  N.  S.  &  M.  INTRASTATE  FARES 

The  inter-urban  electric  line  between  Chicago  and  Mil 
waukee,  operated  by  the  Chicago,  North  Shore  &  Milwaukee 
Railroad,  according  to  the  view  of  Chief  Examiner  Robert  I 
Quirk,  is  entitled  to  the  same  rates,  fares,  and  charges  on  Its 
Intrastate  business,  within  Illinois  and  Wisconsin,  aa  it  Is  on 
Its  Interstate  business.  Quirk  has  made  a  tentative  report  on 
No.  11558,  In  the  matter  of  intrastate  fares  of  the  Chicago, 
North  Shore  &  Milwaukee. 

Quirk  said  the  record  warranted  a  holding  that  the  trolley 
road  Is  not  a  "street  railway,"  although  it  does  operate  in  the 
streets  of  the  cities  and  towns  it  serves.  It  Is  not  a  street  rail- 
way in  the  sense  in  which  those  words  have  been  construed  by 
the  Commission  and  the  Supreme  Court  of  the  United  States. 
The  latest  Commission  case  cited  in  support  of  that  recom- 
mended holding  Is  City  of  East  Liverpool,  O.,  vs.  8.  E.  L.  & 
B.  V.  T.  Co.  (51  I.  C.  C.  563). 

After  reaching  that  conclusion,  Quirk  took  the  next  logical 
step,  which  was  that  the  road  was  entitled  to  a  finding  of  un- 
just discrimination  against  interstate  commerce.  The  proposed 
finding  would,  however,  bear  only  on  the  basic  fares,  cash  fares 
and  its  25-ride  bearer  tickets.  He  said  the  other  form  of  mul- 
tiple tickets  showed  no  discrimination  against  interstate  com- 
merce. 

His  recommendation  Is  that  the  unjust  discrimination  should 
be  removed  by  making  Increases  in  the  intrastate  passenger 
fares  which  will  result  in  intrastate  passenger  fares,  distance 
considered,  the  same  as  the  interstate  fares.  Quirk's  recom- 
mendation follows  the  language  used  by  the  Commission  in 
condemning  the  intrastate  fares  and  freight  rates  In  the  so- 
called  state  rate  cases  brought  by  the  steam  railroads. 


REPARATION  ON  LUMBER 

According  to  a  tentative  report  by  Examiner  Lawrence  Sat- 
terfleld  on  No.  11003,  McGowin  Lumber  &  Export  Co.  et  al.  vs. 
Gulf,  Florida  &  Alabama,  Director-General,  et  al.,  the  railroads, 
in  the  period  between  July  28,  1917,  and  April  2,  1918,  did  about 
everything  unlawful  they  could  to  62  carloads  of  lumber  shipped 
from  Vredenburgh  Junction,  Demopolis,  and  other  points  In 
Alabama,  consigned  to  northern  and  eastern  destinations.  He 
found  that  some  cars  destined  to  New  Jersey  had  been  mis- 
routed.  Other  similar  shipments  were  overcharged,  and  some 
had  demurrage  illegally  imposed  on  them  at  Louisville  and 
Chattanooga.  He  recommended  reparation  on  practically  every 
shipment. 

This  confused  situation  was  brought  about  by  two  outstand- 
ing facts.  The  first  was  that  the  Cincinnati  gateway  was  em- 
bargoed practically  all  the  time.  The  second  was  that  the 
tariffs  did  not  restrict  the  rates  to  the  routes  through  Cincin- 
nati but  left  them  so  they  could  apply  to  Louisville  and  then 
through  Cincinnati  via  the  B.  &  O.  S.-W.  and  the  Big  Four. 

The  railroads  thought  they  could  prevent  the  use  of  the 
Louisville  gateway  by  imposing  the  combinations  to  and  from 
Louisville  and  then  assessing  demurrage  on  cars  consigned  to 
embargoed  points.  Satterfleld  found  that  the  tariffs  permitted 
the  routing  through  Louisville  and  that  the  tariffs  did  not  pro- 
vide demurrage  on  shipments  billed  to  embargoed  points.  Some 
of  the  shipments  were  sent  via  routes  not  shown  in  the  tariffs 
and  charges  were  collected  at  the  rates  via  the  routes  of  move- 
ment. 

If  the  Commission  adopts  Satterfleld's  report,  reparation 
will  be  made  as  to  all  shipments  which  the  carriers  refused  to 
carry  through  Louisville  or  on  which  they  imposed  demurrage. 

RATES    ON    COAL    AND    BRICK 

The  complainant  In  No.  11665,  Madison  Lumber  &  Mill  Co. 
vs.  Director-General,  Camas  Prairie  et  al.,  will  receive  a  check 
for  $7.18  and  Interest  if  the  Commission  adopts  the  recommen- 
dation of  Examiner  Lawrence  Satterfleld,  to  the  effect  that  the 
rates  on  coal  and  brick  from  points  In  Idaho,  rtah,  and  Wyo- 
ming to  Cottonwood  and  Nezperce,  Ida.,  from  July  to  Decem- 
ber, 1918,  were  not  unreasonable  per  se,  but  that  the  complain- 
ant was  damaged  on  one  shipment  of  coal  because  the  deliver- 
ing Camas  Prairie  line  did  not  carry  out  the  tariff  offering  of 
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the  Denver  &  Rio  Grande.  If  the  combination  rate  had  been 
constructed  in  accordance  with  the  proper  rules,  including  that 
for  the  disposition  of  fractions,  the  freight  bill  on  that  car 
would  have  been  $7.18  less  than  it  was.  Satterfleld  showed 
how  to  work  out  the  rate  and  found  that  $7.18  would  be  due 
the  complainant. 

REPARATION  FOR  MISROUTING 

An  award  of  reparation  on  account  of  misrouting  has  been 
recommended  by  Examiner  Frank  E.  Mullen  in  a  tentative  re- 
port on  No.  11913,  George  C.  Holt  et  al.,  receivers  of  Aetna  Ex- 
plosives Company,  vs.  B.  &  O.  et  al.,  the  commodity  that  was 
misrouted  being  electric  blasting  caps  from  Port  Ewen,  N.  Y., 
to  Wilsonburg,  W.  Va.,  shipped  in  January,  191S.  The  carriers 
charged  91.3  cents,  the  rate  applicable  over  the  route  of  move- 
ment. There  was  contemporaneously  applicable  a  combination 
rate  of  86.7  cents.  The  West  Shore  admitted  misrouting.  The 
•complainants  contended  that  the  applicable  rate  was  unreason- 
able because  and  to  the  extent  it  exceeded  first  class.  Electric 
blasting  caps  are  not  classified.  The  complainant  contended  that 
any  rate  in  excess  of  first  class  was  unreasonable.  These  moved 
on  specific  commodity  rates  higher  than  first  class. 

RATES  ON    OIL    FIELD   EQUIPMENT 

In  a  tentative  report  on  No.  11842,  General  Iron  Works  vs. 
Big  Four,  Director-General,  et  al.,  Examiner  Warren  H.  Wagner 
has  recommended  a  holding  that  rates  on  knocked  down  iron 
and  steel  tanks  and  second-hand  lumber,  such  as  are  used  in 
oil  fields,  from  points  in  Texas  and  Oklahoma  oil  fields  to  north 
and  northwest  Louisiana,  especially  to  Minden,  Gahagen  and 
Fraziers  Spur,  La.,  in  the  fall  of  1919  and  spring  of  1920  were 
not  unreasonable  or  otherwise  unlawful,  but  that  the  rates  on 
the  same  kind  of  commodities  from  Elmwood  Place  and  Ivory- 
dale,  O.,  to  Gahagen,  La.,  were  unreasonable  because  and  to  the 
extent  that  they  exceeded  68.5  cents  and  that  reparation  be 
made  down  to  that  basis. 


PEANUT  OIL,  LOUISVILLE  TO  SEATTLE 
Examiner  Lawrence  Satterfleld  has  recommended  the  dis- 
missal of  No.  11808,  Madden,  Orth  and  Hastings  Co.  vs.  Director- 
General,  C.  B.  &  Q.  et  al.,  on  a  holding  that  the  combination 
rate  of  $1.24  on  peanut  oil  from  Louisville  to  Seattle  in  Febru- 
ary and  March,  1918,  was  not  unreasonable  or  otherwise  un- 
lawful. 


EXCESS  COST  OF  CARRIER  LANDS 

The  Traffic   World  Washington  Bureau 

The  explanation  given  by  the  Commission  in  the  appendix 
to  the  recent  valuation  reports  (see  Traffic  World,  April  9,  p. 
779)  as  to  how  it  arrived  at  the  "excess  costs"  of  carrier  lands, 
shows  the  "entire  worthlessness  of  the  estimate  as  evidence  of 
value,"  says  John  E.  Benton,  general  solicitor  of  the  National 
Association  of  Railway  and  Utilities  Commissioners,  in  a  bulle- 
tin to  state  commissions.  The  statement  of  the  Commission, 
he  says,  however,  shows  an  earnest  effort  on  the  part  of  the 
Commission  to  comply  with  the  law  in  conformity  with  the 
opinion  of  the  United  States  Supreme  Court  in  the  Kansas  City 
Southern  case.  The  bulletin  in  part  is  as  follows: 

"The  work  of  the  Commission,  so  far  as  an  opinion  can  be 
formed  from  the  statement  of  methods,  would  appear  to  have 
been  conscientiously  and  intelligently  conducted.  The  fact  that 
the  result  is  nothing  more  than  mere  speculation  arises  from 
the  impossible  assumptions  which  the  Commission  has  been 
compelled  to  make  in  order  to  conform  to  the  requirement  of 
the  law.  I  am  of  the  belief  that  the  exposition  of  these  assump- 
tions and  methods  which  the  statement  contains  ought  to  hasten 
the  passage  of  remedial  legislation. 

"There  is  no  exposition  in  the  valuations  of  the  method  where- 
by the  values  found  were  determined,  except  a  paragraph  which 
appears  in  identical  language  in  each  of  the  valuations,  as 
follows: 

Final  Value. — After  careful  consideration  of  all  the  facts  contained 
In  the  tentative,  and  supplemental  tentative  valuations,  including  the 
excess  cost  of  carrier  lands,  appreciation,  depreciation,  going-concern 
value,  working  capital  and  materials  and  supplies,  and  all  other  mat- 
tiTH  which  appear  to  have  a  bearing  upon  the  values  here  reported, 
the  values,  as  that  term  Is  used  in  the  Interstate  Commerce  Act.  of 
the  properties  of  the  ahove  named  carriers,  owned  and  used,  owned 
but  not  used,  and  used  but  not  owned,  devoted  by  the  carriers  to  com- 
mon carrier  purposes,  are  found  to  be  as  follows. 

"This  statement  indicates  that  the  Commission  has  acted 
upon  the  theory  of  value  which  this  Association  has  uniformly 
urged  since  valuation  work  was  begun,  viz.:  that  valuation  is 
not  a  mathematical  process  whereby  value  is  found  by  adding 
certain  Items  together,  but  that  it  is  an  exercise  of  judgment 
applied  to  all  relevant  facts.  This,  of  course,  is  the  law  as 
declared  by  the  United  States  Supreme  Court. 

"The  weight  which  the  Commission  has  attributed  to  the 
various  factors  considered  is  in  no  way  indicated  by  any  state- 
ment of  the  Commission.  A  study  of  these  factors,  however,  and 
of  the  values  found,  as  shown  in  the  statement  distributed '  will 
enable  some  idea  on  these  points  to  be  formed: 


"(a)  Present  Cost  of  Condemnation. — The  Commission 
states  that  it  has  considered,  among  other  things,  the  'excess 
cost  of  the  carrier  lands.'  This  we  take  to  mean  the  Commis- 
sion's estimate  of  'present  cost  of  condemnation  and  damages 
in  excess  of  present  value.'  It  can  be  determined  mathematically 
that  the  Commission  does  not  add  this  estimate  to  present  value 
of  lands  plus  either  the  cost  of  reproduction  new  or  the  cost 
of  reproduction  less  depreciation  of  other  carrier  property  to 
find  final  value.  This  appears  from  consideration  of  the  valua- 
tion data  in  the  Port  Arthur  Canal  and  Dock  Company  case, 
valuation  Docket  No.  4.  From  the  statement  distributed,  it  will 
be  seen  that  the  carrier  in  that  case  owns  lands  which  are 
leased  to  the  Texarkana  and  Fort  Smith  of  the  present  value 
of  $258,761,  and  that  the  final  value  of  these  same  lands  is 
$258,761.  In  this  case,  however,  the  original  cost  of  all  the 
carrier's  lands,  of  which  these  were  but  a  part,  was  only  $58,842. 

"(b)  Original  Cost.— That  the  original  cost  factor  is  of 
substantial  weight,  at  least  as  to  lands,  when  the  present  value 
of  such  lands,  as  reported  by  the  Commission  on  the  acreage 
basis,  is  less  than  such  cost,  seems  to  be  indicated  by  the  find- 
ing of  final  value  in  the  case  of  the  Fort  Smith  and  Van  Buren 
Railway,  in  Docket  No.  4,  also  shown  in  said  statement. 

"(c)  Appreciation — Depreciation. — The  elements  of  appre- 
ciation and  depreciation  appear  to  some  extent  to  neutralize  each 
other.  It  is,  however,  evident  from  the  values  found  that  the 
attempt  made  by  carriers  to  lead  the  Commission  to  disregard 
the  rule  laid  down  in  the  Knoxville  case  and  other  cases,  has 
failed. 

"(d)  Going-Concern. — There  is  no  attempt  to  fix  a  going- 
concern  value  on  a  percentage  basis,  or  to  state  the  same  as  a 
separate  item.  Nevertheless,  the  valuations  show  that  reason- 
able allowances  in  proper  cases  have  been  made  for  this  element. 
It  is  a  cause  for  satisfaction  that  the  Commission  appears  dis- 
posed to  keep  itself  free  to  make  the  allowance  conform  to  the 
just  requirements  of  the  particular  case,  rather  than  to  com- 
mit itself  to  a  formula,  as  it  has  been  urged  to  do. 

"(e)  Working  Capital. — The  Commission  appears  to  allow 
as  a  single  item  for  working  capital  the  sum  of  the  cash  and 
materials  and  supplies  which  the  carrier  chanced  to  have  on 
hand  on  valuation  date,  as  stated  on  its  balance  sheet. 

"In  each  case  interested  parties  are  required  to  file  any 
protest  they  may  have  to  the  valuations  as  made  within  30 
days  from  April  5,  1921.  While  these  tentative  valuations  are 
served  by  the  Commission,  it  is  to  be  remembered  that  they 
are  in  fact  tentative,  and  in  the  main,  at  least,  are  the  work  of 
the  Bureau  of  Valuation.  It,  of  course,  remains  to  be  seen  to 
what  extent,  if  at  all,  the  Commission  will  change  the  same 
as  the  result  of  such  hearings  as  may  be  held." 


CHARGE  FOR  CARRYING  SOLDIERS 

The  Traffic  World  Washington  Bureau 

The  U.  S.  Supreme  Court,  April  18,  reversed  the  Court  of 
Claims  in  No.  256,  Atchison,  Topeka  &  Santa  Fe  vs.  United 
States,  in  which  the  carrier  sought  to  recover  charges  for  trans- 
porting officers  and  enlisted  men  of  the  army  in  1914  and  1915. 
The  Court  of  Claims  had  decided  against  the  carrier. 

The  company  submitted  bills  for  the  transportation  of  the 
officers  and  enlisted  men,  computed  in  two  instances  at  the 
contract  rate  and  in  the  others  at  the  through  individual  rate 
with  appropriate  land  grant  deductions.  The  accounting  officers 
of  the  army  allowed  part  of  the  bills  and  disallowed  the  balance. 
In  each  instance,  the  Supreme  Court  said,  a  through  indi- 
vidual rate  from  the  initial  point  to  the  destination  was  in  force 
and  also  individual  rates  to  and  from  intermediate  points.  In 
no  instance  was  there  a  through  party  rate,  but  in  all  there 
was  a  party  rate  for  a  part  only  of  the  distance,  the  court  said. 
In  two  instances  the  transportation  was  furnished  under  a  con- 
tract calling  for  a  special  reduced  rate  for  the  full  trip,  and  in 
the  others  it  was  furnished  without  any  prior  contract  or  special 
arrangement. 

As  to  the  transportation  furnished  without  a  prior  contract, 
the  court  said,  the  accounting  officers  proceeded  on  the  theory 
that  the  collectible  rate  should  be  determined  by  counting  the 
party  rate  covering  a  part  only  of  the  distance  and  the  indi- 
vidual rate  for  the  remainder  and  then  making  any  necessary 
land  grant  deductions,  and  not  by  taking  the  through  individual 
rate,  less  any  deductions  arising  from  land  grants,  as  claimed 
by  the  company.  The  court  said  it  thought  the  accounting  offi- 
had  erred  in  determining  what  was  due  the  company  and 
that  the  latter  was  entitled  to  recover  the  amount  of  its  original 
bills. 


PERE    MARQUETTE    BONDS 

The  Pere  Marquette  Railway  Company  has  applied  to  the 
Commission  for  authority  to  pledge  or  sell  $3,231,000  of  its  first 
mortgage  gold  bonds  now  held  in  the  company's  treasury.  Thp 
precedes  received  from  the  pledge  or  sale  of  the  bonds,  the 
applicant  states,  will  be  applied  on  reimbursement  of  the  com- 
pany s  treasury  for  expenditures  for  additions  and  betterments 
made  during  the  period  July  1,  1918,  to  December  31  1919. 


April  23,  1921 
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DEMAND  FOR  LOWER  RATES 

Thi  Traffic  ll'orlj  11'ajhmalon  Bureau 

In  nn  informal  discussion  the  afternoon  of  April  15,  before  the 
tVrence  of  the  American  Farm  Bureau   Federation  executive 
Wmmittee  and  state  representatives  of  the  organization  In  Wash- 
ion,   Chairman   Clark,  of   the    Interstate   Commerce   Comniis 
i.  .said   the  importance  of  adequate  and  efficient  transporta- 
tion could  not  be  overestimated  and  that  the  movement  of  crops 
of  not  only  this  year  but  of  future  years  must  be  considered. 

"It  is  in  the  interests  of  the  railroad  that  the  fruit  grower 
and  ilu>  fanner  should  raise  the  largest  crops  possible  and  should 
lind  a  market  for  these  crops,"  said  Chairman  Clark.  "It  is  in 
i  lie  interests  of  the  growers  that  there  Khali  be  efficient,  well- 
i  quipped  railroads,  able  to  provide  a  reasonable,  adequate  serv- 
i"  when  needed.  We  have  just  come  through  a  titantic  war, 
and  we  are  in  the  midst  of  the  convulsion  that  always  follows 
uar.  All  affairs  are  more  or  less  upset.  Always  following  a 
war  there  are  high  prices,  evasion  of  obligations,  etc.  Most  of 
i  he  countries  of  the  world  are  upset.  Money  of  every  civilized 
country  except  our  own  is  at  a  discount,  and  we  cannot  escape 
the  effects  of  this  period  of  reconstruction. 

"For  example,  the  California  lemon  grower  is  unable  to  sell 
liis  lemons  in  the  East  at  a  price  that  will  pay  him  to  produce, 
pack,  and  ship  his  fruit.  At  first  he  blamed  the  freight  rates, 
but  as  he  looked  further  into  the  situation  he  found  that  the 
reason  for  this  is  the  fact  that  the  Sicilian  lemon  growers  were 
bringing  into  this  country  and  selling  their  lemons  at  $1.25  a 
box.  That  Sicilian  grower  has  this  advantage — he  can  take 
that  Jl.1'5  in  our  money  back  to  Italy  and  it  immediately  is 
changed  into  a  five  dollar  bill.  So  In  this  particular  instance 
(he  only  way  in  which  the  California  lemon  grower  can  success- 
fully compete  is  through  the  levying  by  Congress  of  an  import 
lax  that  will  give  him  a  reasonable  degree  of  protection.  Then 
it  may  be  that  within  a  few  years  or  a  short  time  it  will  be 
possible  to  reduce  that  import  tax. 

"Perhaps  I  had  best  explain  a  little  further,  that  I  shall  not 
be  misunderstood.  I  don't  want  to  be  understood  as  saying 
that  I  favor  the  growers  taking  advantage  of  the  consumer.  The 
difficulty  is  the  wide  difference  between  the  price  that  the  grower 
gets  and  the  price  that  the  consumer  pays.  We  have  made  it 
our  business  to  inquire  considerably  out  of  our  line  in  order 
to  get  a  correct  understanding  of  the  situation.  We  have  had 
complaints  about  the  rates  on  fruits  and  vegetables  in  great 
numbers,  and  we  have  studied  the  situation  as  far  as  we  have 
been  able.  For  instance,  there  were  complaints  on  the  rates  on 
spinach  from  the  south.  The  facts. are  that  the  retail  dealer 
in  New  York  is  paying  just  one-half  what  he  paid  last  year,  but 
his  price  to  the  consumer  is  identical  with  that  of  last  year. 
Obviously  the  freight  rate  in  that  case  is  not  what  is  preventing 
the  grower  from  getting  the  price  he  got  last  year,  and  under 
those  conditions  we  do  not  see  where  a  reduction  in  freight 
rates  would  benefit  the  grower.  This  is  because  those  who  con- 
trol the  market  will  not  pay  any  more  than  they  are  compelled 
to  pay. 

"With  regard  to  the  great  staple,  wheat,  the  farmer  is  back 
almost  to  pre-war  conditions  so  far  as  the  price  he  gets  for  his 
wheat  is  concerned,  but  we  are  paying  the  same  price  for  the 
same  loaf  of  bread.  I  venture  these  things  to  show  that  all  of 
the  trouble  does  not  lie  with  the  freight  rates. 

"Now,  with  regard  to  the  question  of  transportation:  Some 
tilings  have  been  learned  from  the  experiences  of  recent  years 
—among  others  the  important  fact  which  is  realized  as  to  the 
figure  that  transportation  cuts  not  only  in  the  commerce  and  in- 
dustry of  our  country,  but  in  the  protection  of  our  nation  in 
time  of  war.  These  serious  war  conditions  were  the  cause  of 
largely  increased  expenditures  for  operation  of  the  railroads, 
including  very  large  increases  in  compensation  to  their  employes. 
Before  the  war  the  general  average  of  operating  expenditures 
was  in  the  neighborhood  of  65  per  cent  of  the  revenue,  some- 
where between  65  and  70  per  cent.  Now  it  is  a  little  over  92 
per  cent.  When  I  say  the  operating  expenses  I  mean  the  actual 
expenses  paid  out  to  the  operation  of  the  railroad,  the  more  sub- 
stantial items  being  wages  to  employes,  fuel,  maintenance  of  way 
and  maintenance  of  equipment. 

"As  soon  as  the  railroads  were  taken  over  by  the  govern- 
ment during  the  war  the  operating  expenses  began  to  climb. 
The  question  of  compensation  of  employes  came  up.  A  commis- 
sion was  appointed  by  the  Director-General  and  it  recommended 
increases  that  aggregated  very  large  sums  of  money,  and  these 
increases  were  retroactive  for  some  time  before  the  decision 
was  handed  down.  Shortly  before  that  the  Director-General  made 
what  might  be  termed  a  25  per  cent  increase  in  rates.  This  was 
effective  about  half  of  the  year  and  the  increase  in  wages  was 
effective  throughout  the  year.  The  result  was  a  deficit.  The 
increase  in  wages  went  on,  but  no  further  increase  in  rates  was 
made,  with  the  result  that  the  government  paid  out  of  the 
treasury  very  large  sums  to  make  up  the  deficit  in  the  course 
of  operating. 

"After  the  return  of  the  railroads  to  their  owners  there  was 
a 'period  of  six  months  during  which  the  government  guaranteed 
ilirm  against  any  heavier  losses,  and  it  was  understood  by  every- 
body that  there  would  be  a  general  readjustment  in  the  rates.  That 


wax  undertaken  in  .,  .  » refill,  methodical  way.  At  flint.  It  appeared 
that  there  would  b«  no  occasion  for  IncreaM  In  pawwnger  fares, 
but  an  IncreaM  of  30  per  cent  In  freight  rate*  which  would 
produce  the  desired  revenue.  However,  after  careful  considera- 
tion, more  Increased  wage*  were  awarded,  which  necessitated  a 
recasting  of  figures  and  an  Increase  of  passenger  fares. 

"For  the  first  two  or  three  months  after  these  rate*  became 
effective  it  looked  as  t hough  everything  would  work  out  as  had 
been  anticipated.  Then,  for  some  reason  or  other,  the  volume 
of  business  began  to  drop  off  and  the  ratio  of  expenses  to  ln« 
began  to  Increase,  and  that  condition  has  progressed  until  at  t re- 
present time  about  90  per  cent  of  our  gross  revenues  I*  expended 
in  operating  expenses.  There  are  not  more  than  ten,  and  perhaps 
not  more  than  six  individual  roads  that  are  earning  the  interest 
on  their  bonds.  About  one-half  of  the  railroads  are  at  the 
present  time  failing  to  earn  their  operating  expenses  and  taxe«. 
During  the  year  ended  December  31,  1917,  a  little  over  42  cents 
out  of  every  dollar  earned  by  the  railroads  was  paid  In  com- 
pensation to  the  employes.  The  amount  during  the  year  Decem- 
ber 31,  1920,  was  60  cents  plus." 

In  reply  to  questions,  Mr.  Clark  said  there  had  been  no  gen- 
tral  Increase  in  salaries  paid  to  higher  railroad  officials  and  that 
there  had  been  some  reduction.  The  highest  salary  being  paid 
to  a  railroad  president,  that  he  knew  of,  he  said,  was  175.000 
a  year.  The  Adamson  law,  he  said,  had  Increased  the  number 
of  employes  since  1916. 

"I  think  the  answer  to  your  question  necessarily  Is  that  It 
depends  on  the  capacity,  efficiency  and  ability  of  those  charged 
with  the  responsibility  of  operating,"  said  Mr.  Clark,  In  reply  to 
a  question  as  to  whether  unified  control  of  the  roads  would 
greatly  lessen  the  expense  of  operation. 

Mr.  Clark  was  asked  If  he  would  wish  to  say  that  repeal 
of  the  Adamson  law  or  a  return  to  the  ten-hour  day  would  make 
up  the  deficit  confronted  by  the  railroads. 

"Personally,"  he  replied,  "I  am  In  favor  of  the  eight-hour  day 
and  in  entire  sympathy  with  it  Further,  the  amount  of  money 
that  could  be  saved  by  a  repeal  of  the  Adamson  law  would  be 
a  very  small  percentage  of  the  deficit  in  revenues." 

In  reply  to  questions  as  to  motor  truck  competition,  Mr. 
Clark  said  he  believed  the  motor  truck  would  soon  be  subject 
to  regulation  by  some  tribunal. 

The  chairman  declined  to  answer  a  question  as  to  the  wis- 
dom of  having  one  tribunal  regulate  both  rates  and  wages,  as 
he  said  that  was  a  question  of  public  policy. 

"In  my  judgment,"  he  replied  to  another  question,  "the 
rates  are  as  high  as  they  will  go.  Any  effort  to  increase  them 
in  any  general  way  would  produce  less  revenue  rather  than 
more.  I  am  of  the  opinion  that  in  some  localities  the  present 
freight  rates  on  some  commodities  are  restrictive  to  the  volume 
of  movement,  but  in  other  localities  I  don't  think  that  is  true. 
I  believe  any  further  increase  in  rates  would  lessen  the  revenue. 
As  to  whether  or  not  the  revenue  would  be  greater  under  reduced 
rates  is  problematical.  I  have  this  theory  with  regard  to  fares: 
When  the  train  service  has  been  adjusted  to  meet  the  needs  of 
the  traveling  public,  and  fairly  liberal,  but  not  extravagant  train 
service  given,  then  the  problem  is  to  fill  those  trains  with  pas- 
sengers, and  if  with  a  reasonable  train  service  they  can  be  filled 
up  by  reducing  the  fare  from  4  cents  to  3  cents  per  mile,  then 
the  earnings  of  the  railroads  will  be  increased  by  reducing  the 
fares." 

In  reply  to  a  question  pointing  out  that  Pacific  coast  ship- 
pers were  resorting  to  use  of  the  water  route  through  the  Panama 
Canal  because  of  the  high  freight  rates  east,  the  chairman  said 
he  thought  that  "inevitably  much  business  will  be  lost  by  this." 
Referring  briefly  to  the  decision  of  the  Railroad  Labor  Board 
abrogating  the  national  agreements  July  1,  Mr.  Clark  said  that 
action  should  make  possible  savings  in  operating  expenses  with 
justice  to  both  the  railroads  and  the  employes. 

Herbert  Hoover,  Secretary  of  Commerce,  told  the  conference 
that  "unless  we  can  readjust  our  railroad  rates  we  will  have 
to  re-write  the  whole  agricultural  geography  of  the  United 
States." 

"Railroad  rates,"  said  he,  "bear  an  intricate  relation  to  our 
national  prosperity  and  unless  they  are  lowered  quickly  there 
will  be  a  decided  shifting  of  agricultural  industry.  Our  present 
rates  will  soon  move  our  granaries  to  foreign  shores  for  today 
it  costs  30  cents  a  bushel  to  ship  grain  from  Missouri  to  New 
York  and  the  same  amount  can  be  shipped  by  water  to  Argen- 
tine for  10  cents.  We  should  take  a  lesson  from  Europe  and 
think  of  our  agriculture.  Those  countries  have  developed  In- 
dustry to  the  detriment  of  agriculture;  have  imperiled  their 
national  defense  and  even  their  civilization.'* 

"Relief  to  the  farmers  from  excessive  freight  rates,  that  In 
many  cases  completely  stop  the  movement  of  crops  to  market, 
could  frequently  be  granted  by  the  railways  without  any  loss  of 
revenue,"  Carl  Vrooman,  former  assistant  Secretary  of  Agricul- 
ture, said  before  the  executive  committee  and  delegates  of  the 
American  Farm  Bureau  Federation,  April  18.  at  the  continuation 
of  the  Bureau's  conferences  on  economic  problems. 

"In  fact,  the  lowering  of  freight  rates  upon  our  exportable 
surpluses  and  upon  many  bulky  farm  products,  for  which  there 
is  a  domestic  demand,  would  so  increase  traffic  as  to  increase 
rather  than  decrease  the  net  revenues  of  the  roads. 
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"As  every  effective  reduction  in  freight  rates  on  important 
farm  products  will  result  in  the  saving  of  thousands  of  farmers 
from  bankruptcy,  we  call  upon  the  railroads  and  the  Commission 
to  co-operate  with  us,  promptly  and  energetically,  in  bringing 
about  all  reductions  that  are  financially  possible.  The  phrase 
•charge  what  the  traffic  will  bear"  is  worse  than  meaningless, 
even  from  the  standpoint  of  the  roads,  if  it  does  not  stand  as  a 
bulwark  against  the  fatal  error  of  charging  more  than  the  traffic 
will  bear. 

"Today  the  only  formula  that  can  save  the  farmers  from 
ruin,  the  railroads  from  bankruptcy,  and  the  country  from  panic 
Is— make  rates  that  will  enable  traffic  to  move! 

"But  vital  to  the  economic  life  of  the  nation  as  is  the  policy 
of  an  immediate  reduction  in  freight  rates,  such  action  alone 
will  help  only  to  a  limited  extent  to  avert  the  transportation 
crisis  for  which  apparently  the  country  is  headed.  Clearly  drastic 
steps  must  also  be  taken  promptly  to  reduce  the  cost  of  railway 
operation.  To  this  end  readjustments  in  wage  agreements  and 
schedules  are  imperative.  In  view  of  the  steadily  decreasing 
cost  of  living,  apparently  enormous  economies  can  be  effected 
in  this  way  without  working  any  injustice  upon  labor.  Labor 
must  have  a  fair  wage  for  a  fair  and  legal  day's  work.  No  less 
will  suffice  and  no  more  is  possible. 

"In  trying  to  earn  dividends  upon  billions  of  dollars'  worth 
of  watered  stock,  railway  executives  have  been  attempting  the 
impossible.  In  a  time  of  economic  depression,  like  the  present, 
such  an  attempt  must  necessarily  be  disastrous,  and  even  in  a 
period  of  prosperity,  it  would  be  patently  unfair.  Some  method, 
therefore,  must  be  found  to  eliminate  all  'water'  and  'blue  sky' 
from  railway  securities,  in  order  to  put  the  railways  upon  a 
legitimate  basis  like  agriculture  and  other  normal  industries. 

"On  every  side  we  hear  insistent  demands  for  railway  re- 
form. In  most  cases  these  demands  emanate  from  interested 
parties,  speaking  for  a  class,  a  financial  coterie,  or  some  other 
small  fraction  of  the  population.  For  example,  capital  insists 
that  present  deficits  be  made  up  out  of  labor  cost.  Labor  de- 
clares that  the  necessary  economies  should  be  effected  by  a  scal- 
ing down  of  high  salaries  and  the  elimination  of  graft,  ineffi- 
ciency, and  returns  on  fictitious  securities.  While  as  already 
indicated,  undoubtedly  there  is  much  merit  in  some  of  the  sug- 
gestions of  both  capital  and  labor,  it  is  becoming  every  day 
more  apparent  that  we  will  never  get  anywhere,  so  long  as  we 
continue  to  try  out  lop-sided  so-called  solutions  in  the  interest 
of  stockholders,  in  the  interest  of  railroad  executives,  or  in  the 
interest  of  railway  employes.  The  railway  problem  will  never 
be  settled  until  we  start  squarely  on  the  basis  of  according  full 
protection  alike  to  the  legitimate  rights  of  capital,  of  labor,  and 
of  the  traveling  and  shipping  publics.  Nothing  more  than  this 
should  be  asked  by  anyone,  and  no  intelligent  well  wisher  of  this 
country  should  or  can  be  satisfied  with  anything  less. 

"The  general  trend  in  the  discussion  of  this  problem  long 
has  been  in  the  direction  of  two  great  principles,  which  rapidly 
and  successfully  are  being  introduced  into  hundreds  of  our 
largest,  most  successful  and  most  conservative  industrial  cor- 
poration, i.  e.,  that  of  employe  participation  in  management  and 
that  of  profit  sharing.  These  principles  are  highly  adoptable, 
as  is  indicated  by  the  variety  of  ways  in  which  today  they  are 
being  put  into  effect  in  different  parts  of  the  country. 

"It  has  been  suggested  that  if  incorporated  into  our  forth- 
coming railway  reorganization,  they  would  tend  to  stimulate 
the  initiative,  loyalty,  and  efficiency  of  railway  workers,  man- 
agers, and  stockholders  alike.  A  possible  plan  of  procedure 
would  be,  first,  to  give  to  both  the  public  and  labor  a  minority 
representation  on  all  Boards  of  Directors — a  controlling  majority 
always  being  retained  by  stockholders —  and  to  divide  surplus 
profits  above  a  reasonable  dividend  equally  between  capital,  em- 
ployes, and  the  public.  It  is  thought  that  some  such  form  of 
co-operative  partnership  would  be  able  to  combine  the  advan- 
tages of  government  operation  and  of  private  operation  while 
avoiding  the  defects  of  both. 

"I  have  no  'hobby'  to  ride,  no  'cure-all'  to  propose,  and  no 
plan  to  'sell'  to  this  federation  or  to  the  American  people;  but 
I  want  here  and  now  to  go  on  record  as  believing  that  the  prin- 
ciple involved  in  this  purely  tentative  and  sketchy  suggestion  is 
a  sound  one. 

"No  real  efficiency  in  railway  operation  is  possible  without 
whole-hearted  team  work  and  such  team  work  is  unthinkable  so 
long  as  at  present,  labor  and  capital  are  fighting  each  other 
with  every  known  legal  and  economic  weapon  and  the  public  is 
being  financially  crucified  to  pay  the  bills. 

"Co-operation  Is  the  watch-word  of  the  future.  So  is  it  not 
worth  considering  whether  the  idea  of  a  co-operative  partner- 
ship in  railroad  management,  may  not  be  the  next  step  in  the 
evolution  of  our  transportation  system?" 

Commissioners   Dispute  Theory 

The  Idea  that  the  high  freight  rates  constitute  the  chief  cause 

of  the  business  depression  and  the  conviction  that  they  are  not 

the  principal  factor  in  its  continuance  came  into  collision,  April 

I,  at  an  Informal  conference  between  members  of  the  Commis- 

ilon  and  a  body  composed  of  members  of  Congress  and  farmers 

latter  was  under  the  leadership  of  the  American  Farm 
Bureau  Federation.  C.  S.  Barrett,  president  of  the  Farmers' 


Union  acted  as  chairman  of  the  delegation.  Commissioners  Mc- 
Chord,  Meyer,  Aitchison  and  Potter  listened  to  speeches  by  mem- 
bers of  Congress  and  some  of  the  farmers. 

Every  member  of  the  delegation  who  expressed  his  thoughts 
voiced  the  conviction  that  high  freight  rates  caused  the  slump 
and  made  possible  its  continuance.  Several  speakers  expressed 
the  belief  that  railroad  traffic  managers  knew  or  believed  the 
high  rates  were  the  cause. 

"I  have  talked  with  about  thirty  freight  traffic  officials,  said 
Traffic  Director  Hardie,  who  sat  with  the  commissioners,  "and 
not  one  of  them  has  that  idea.  All  admit  that  high  freight  rates 
constitute  a  factor  in  the  situation,  but  not  one  has  admitted  to 
me  a  conviction  or  a  suspicion  that  they  constitute  the  factor 
responsible  for  the  reduction  in  the  amount  of  business  the  rail- 
roads are  doing." 

In  effect  the  coming  of  the  delegation  was  a  demand  that 
the  Commission  reduce  rates  at  once. 

"I  want  to  interrupt  long  enough  to  say  that  this  Commis- 
sion has  not  the  power  summarily  to  reduce  rates,"  said  Com- 
missioner Potter,  who  broke  in  on  a  speech  Representative  Camp- 
bell of  Kansas  was  making  in  behalf  of  a  reduction  in  rates. 
"We  can  act  only  after  hearing.  Taking  all  the  short  cuts  pos- 
sible, I  do  not  believe  we  could  bring  about  a  reduction  in  rates 
in  less  than  sixty  days,  and  then  only  in  the  event  it  had  been 
proved  to  us  that  they  are  too  high." 

"I  know  you  have  no  such  power,"  said  Mr.  Campbell,  "but 
I  know  it  would  not  take  you  three  days  to  get  the  principal 
traffic  officers  of  the  chief  railroads  to  Washington  to  tell  them 
they  must  reduce  rates,  and  in  less  than  three  weeks  reductions 
could  be  made.  It  is  no  answer  to  a  farmer  to  tell  him  the  rate 
on  hides  is  not  too  high  when  he  knows  the  rate  is  higher  than 
the  price  he  could  obtain  if  the  hide  were  at  the  market." 

The  commissioners,  by  suggestions  and  questions,  put  for- 
ward the  thought  that  perhaps  the  slump  was  due  to  a  determina- 
tion on  the  part  of  consumers  not  to  buy  and  that  farmers  were 
also  consumers;  also  that  when  there  was  a  resumption  of  buy- 
ing the  freight  rates  would  not  be  found  to  hinder  the  move- 
ment of  traffic  to  such  an  extent  as  had  been  suggested.  Director 
Hardie  pointed  out  that  in  September,  October,  and  November 
freight  moved  freely,  yet  the  railroads  did  not  make  four  per 
cent  on  their  investment. 

"Yes,"  said  Mr.  Campbell,  "the  farmers  who  could  not  obtain 
cars  for  moving  their  crops  in  the  fall  of  1919  did  use  the  rail- 
roads last  summer  and  fall,  to  get  their  grain  and  cattle  to 
market.  They  had  to  carry  over  the  winter  of  1919-1920,  the 
crops  of  1919,  because  they  were  not  able  to  obtain  cars.  But 
when  they  got  their  freight  to  market,  they  had  to  take  a  loss. 
You  say  the  railroads  did  not  make  four  per  cent.  I  tell  you  the 
farmers  not  only  did  not  make  three  per  cent,  but  they  lost  300 
per  cent.  I  say  railroad  traffic  men  do  know  that  they  are 
losing  traffic  because  the  farmers  cannot  afford  to  pay  the  rates. 
I  think  if  this  Commission  will  move  toward  a  reduction,  the 
effect  will  be  good  because  people  will  know  then  that  there  is 
to  be  relief.  I  think  there  should  be  a  move  to  induce  the  steel 
men  and  sellers  of  other  supplies  to  reduce  their  prices  and  I 
think  then  the  railroad  labor  will  also  be  reasonable  and  admit 
the  necessity  for  an  adjustment  of  wages  in  accordance  with  the 
lowered  cost  of  living." 

"That's  it,  force  everybody  to  reduce  prices  and  then  try 
to  coax  labor  into  doing  likewise,"  interjected  a  man  who  did 
not  rise  or  identify  himself. 

"The  farmers  tried  the  freight  rates  last  fall  and  took  their 
losses,"  said  Representative  Clark,  of  Florida.  "Now  let  the  rail- 
roads and  their  employes  do  likewise.  You  say  the  railroads 
cannot  afford  to  carry  for  less.  Can  the  farmers  be  expected 
to  raise  food  and  send  it  to  market  at  an  actual  loss  to  them- 
selves? That,  however,  is  what  some  of  them  in  my  state  have 
done." 

There  was  no  division  of  opinion  among  those  calling  on  the 
commissioners.  Speeches  such  as  Campbell  and  Clark  made  were 
also  made  by  Representatives  Lazaro,  of  Louisiana,  and  Voight, 
of  Wisconsin.  Among  the  farmers  and  the  Congressmen  there 
was  much  bitterness  against  the  union  labor  leaders,  but  there 
was  no  open  criticism  of  the  attitude  they  have  taken,  against 
any  reduction  of  war-time  wages. 

The  thought  that  seems  to  be  influencing  President  Harding 
and  the  members  of  his  cabinet  in  their  discussion  of  the  rail- 
road rate  question  seemed  also  to  be  the  thought  of  the  repre- 
sentatives of  the  organizations  of  farmers.  The  men  composing 
the  delegation  were  not  of  the  professional  class  of  agitators  that 
compose  some  other  organizations  professing  to  represent  farmers. 
On  the  contrary  they  seemed  to  be  men  who  really  own  farms 
where  grain  and  cattle  are  produced  in  quantities  that  would 
attract  the  attention  of  a  traffic  manager. 

Commissioner  McChord  pointed  out  that  in  the  first  two 
months  of  this  year  the  railroads  had  an  operating  deficit  of 
about  $8,000,000.  In  view  of  that  fact  he  asked  whether  the 
solution  of  the  situation  was  not,  after  all,  one  of  co-operation 
by  the  railroads,  the  labor  unions,  capital,  and  sellers  of  steel 
and  other  supplies  used  by  the  railroads. 

"Money,  labor  and  equipment  are  all  abnormally  high,"  Com- 
missioner McChord  said.  He  asked  A.  C.  Davis,  secretary  of  the 
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Farmers'  Union,  whether,  with  cheap  freight  rates,  farmer*  could 
market,  their  products  at  a  profit  at  the  present  time. 

"Possibly  not,"  Mr.  Davis  said,  "but  a  freight  rate  reduction 
would  be  one  factor  and  It  would  be  foolish  to  reject  any  plan 
that  would  reduce  tbe  loss  of  the  farmers  simply  because  it  did 
not  solve  their  whole  problem."  Secretary  Darin  added  that  If 
decreased  freight  rates  did  not  Increase  the  volume  of  business 
ID  such  an  extent  as  to  afford  the  railroads  a  proftt,  he  believed 
that  the  farmers  would  rather  pay  a  railroad  deficit  In  the  form 
of  taxes  than  to  shoulder  the  entire  burden  as  embodied  In 
freight  rates  as  at  present. 

Call  on  the  President 

A  delegation  of  several  hundred  farmers,  accompanied  by 
senators  and  representatives  of  agricultural  states,  called  on 
President  Harding  April  21  to  request  that  he  call  a  conference 
of  the  heads  of  finance,  the  coal  Industry,  the  oil  industry,  the 
railroads,  labor  and  the  Railroad  Labor  Board  to  bring  about 
a  solution  of  the  industrial  "evils"  confronted  by  the  country. 

A  memorial  to  the  President  requesting  that  he  call  such  a 
conference  was  presented  by  A.  C.  Davis  on  behalf  of  the  Na- 
tional Farmers'  Union  and  other  farm  organizations.  In  the 
memorial  reference  was  made  to  "the  almost  prohibitory  freight 
rates,"  as  being  one  of  the  important  factors  bearing  on  the 
situation,  and  to  President  Harding's  statement  in  his  message 
to  Congress  that  rates  must  come  down. 

"Freight  rates  are  a  crushing  burden  on  the  farmer,"  It 
was  stated  in  the  memorial.  It  was  further  stated  that  the 
farmers  realized  the  railroads  were  not  making  a  sufficient  re- 
turn and  that  reference  to  the  high  freight  rates  and  a  desire 
for  a  readjustment  of  rates  was  put  forth  In  a  spirit  of  friendli- 
ness to  the  railroads. 

A  solution  of  the  existing  problems,  it  was  pointed  out  in 
the  memorial,  depends  more  on  an  appeal  to  the  fair-mindedness 
of  those  who  may  influence  a  change  for  the  better  rather  than 
by  legislative  enactment.  Therefore,  it  was  recommended  that 
the  conference  proposed  be  called  by  the  President. 

Secretary  of  Agriculture  Wallace,  in  a  statement  touching 
on  agricultural  conditions,  said  that  a  substantial  reduction  in 
freight  rates  on  farm  products  would  prove  helpful  to  the  farmers 
and  produce  more  traffic  for  the  railroads.  He  said  that  com 
on  Iowa  farms  was  selling  now  at  about  30  cents  a  bushel  as 
compared  with  the  pre-war  price  of  60  cents,  while  the  trans- 
portation and  handling  costs  had  practically  doubled.  The  same 
-situation  obtains  with  respect  to  other  grains  and  cotton,  he  said. 


LA  FOLLETTE  CONDEMNS  ESCH 

The  Traffic  World  Washington  Bureau 

The  nomination  of  John  J.  Esch,  of  La  Crosse,  Wis.,  to  be  a 
member  of  the  Interstate  Commerce  Commission  for  the  term 
expiring  December  31,  1927,  was  confirmed  by  the  Senate  late 
April  18,  by  a  vote  of  52  to  3.  It  had  been  favorably  reported 
by  the  Senate  committee  April  16. 

On  the  request  of  Senator  LaFollette  of  Wisconsin,  who  did 
what  he  could  to  block  confirmation,  the  injunction  of  secrecy 
was  removed  from  the  proceedings  connected  with  the  confirma- 
tion of  Mr.  Esch,  and  this  enabled  Mr.  LaFollette  to  have  printed 
in  the  Congressional  Record  his  minority  report  attacking  Mr. 
Esch. 

Senators  Trammell,  of  Florida,  and  Watson,  of  Georgia,  the 
latter  a  new  member  of  the  Senate,  joined  with  LaFollette  in 
opposing  confirmation. 

The  LaFollette  minority  report  purported  to  reveal  Mr. 
Esch's  record  in  Congress,  charging  that  an  examination  of  the 
records  of  Congress  in  the  seventeen  years  Mr.  Esch  was  a 
member  of  the  House  committee  on  Interstate  and  foreign  com- 
merce "will  show  that  he  has  been  in  substantial  accord  with 
the  governmental  policies  under  which  the  carriers  of  this  coun- 
try have  been  brought  to  their  present  plight  and  that  his  atti- 
tude, revealed  in  his  speeches  and  votes,  has  been  one  of  con- 
sistent friendliness  to  the  railroads." 

LaFollette  charged  that  Esch,  as  a  member  of  the  interstate 
commerce  committee,  joined  with  his  colleagues  in  ignoring 
recommendations  as  to  railroad  legislation  "of  the  body  of  which 
it  is  now  proposed  he  shall  become  a  member."  He  also  said 
that  Esch  was  late  in  advocating  the  valuation  law.  He  said 
Esch  urged  the  passage  of  the  federal  control  law  and  he  quoted 
from  Senator  Cummins'  remarks  criticizing  the  amount  of  the 
rental  for  the  property  of  the  railroads  prescribed  by  the  act. 

"The  'Esch-Cummins  law  (transportation  act)  as  it  exists 
today  was  the  work  of  Mr.  Esch,"  LaFollette  said  In  the  report, 
"and  the  results  of  its  application  may  be  attributed  largely  to 
Ills  authorship." 

LaFollette  said  that  Esch  opposed  the  rate-making  section 
of  the  Senate  bill  in  the  House  but  yielded  on  that  point  in 
conference. 

Quoting  from  Esch's  speech  on  the  transportation  act  as 
drafted  in  conference  and  in  which  he  said  that  under  the  rate- 
making  section  "commerce  and  transportation  will  be  vastly 
stimulated  by  reason  of  it,"  LaFollette  said  in  his  report  that 
"the  rate  guaranty,  instead  of  'vastly*  stimulating  'commerce  and 


transportation'  has  encouraged  extravagance,  Inefficiency  and 
fraud." 

LaFollette  nlso  charged  Ksch  with  holding  "perfunctory  hear- 
ings" on  the  amendment  suspending  xcctlon  10  of  the  Clayton 
iinti-trust  act  for  another  year.  This  bill  wan  passed  and  vetoed 
by  President  Wilson.  LaFollette  also  placed  responsibility  for 
the  Wlnslow  partial  payment  bill  on  Esch. 

"These  two  bills,  both  In  the  Interests  of  the  railroads,"  Mid 
Mr.  LaFollette,  referring  to  the  Wlnslow  bill  and  the  bill  ex- 
tending the  effective  date  of  section  10  of  the  Clayton  act,  "were 
the  only  measures  brought  forward  during  the  last  session  of 
Congress  by  Mr.  Esch  dealing  with  the  railroad  situation.  Con- 
sidering the  circumstances  under  which  they  were  framed  and 
passed,  serious  doubt  must  arise  as  to  the  eligibility  of  Mr.  Ksch 
to  membership  on  the  Commission  which  Is  supposed  to  regulate 
the  railroads  In  the  Interests  of  the  people. 

"The  appointment  of  Mr.  Esch  to  the  Interstate  Commerce 
Commission  at  this  time  will  be  an  act  of  great  significance  to 
the  people  of  the  country  who  are  crying  for  relief  from  condi- 
tions which  have  been  aggravated  by  the  operation  of  the  Esch- 
Cummins  law. 

"It  is  recognized  that  Mr.  Esch  is  more  responsible  than  any 
other  one  man  for  the  present  transportation  act. 

"On  the  Interstate  Commerce  Commission  he  will  Interpret 
its  provisions  in  accordance  with  the  principles  of  rate-making 
he  has  enunciated  on  the  floor  of  the  House.  His  appointment 
will  not  only  give  the  discouraging  assurance  to  the  people  that 
the  principle  of  the  Esch-Cummins  law  is  to  be  retained,  but  It 
will  serve  notice  upon  the  other  members  of  the  Commission, 
charged  with  the  regulation  of  the  roads,  that  service  to  the  rail- 
road interests,  rather  than  to  the  people,  Is  to  be  rewarded. 

"However  able  or  honest  he  may  be,  Mr.  Esch  should  not  be 
confirmed  for  appointment  to  the  Interstate  Commerce  Commis- 
sion unless  the  Senate  desires  to  perpetuate  the  ruinous  policy 
under  which  the  transportation  system  has  collapsed  and  which 
has  burdened  the  consuming  public  with  billions  of  dollars  in 
unjust  charges." 


CUMMINS  RESOLUTION  ADOPTED 

The  Traffic  World  Washington  Bureau 

The  Senate  April  19  agreed  to  the  resolution  submitted  by 
Senator  Cummins  directing  an  investigation  of  the  railroad  sit- 
uation by  the  Senate  committee  on  interstate  commerce.  Hear- 
ings probably  will  start  about  May  2.  The  railway  executives 
will  tell  their  side  of  the  story  first. 

A  meeting  of  the  steering  committee  of  the  Association  of 
Railway  Executives  was  held  at  New  York  April  15  to  consider 
the  presentation  of  the  railroad  situation  to  be  made  at  the  Sen- 
ate inquiry  if  the  pending  resolution  of  Senator  Cummins  is 
adopted. 

"Although  in  some  quarters  it  has  been  questioned  whether 
such  an  inquiry  is  desirable  or  necessary."  said  Thomas  DeWItt 
Cuyler,  chairman  of  the  association,  "the  executives  present 
expressed  themselves  unanimously  as  favoring  the  inquiry  pro- 
posed by  Senator  Cummins.  It  was  the  unanimous  opinion  of 
the  executives  present  that,  in  view  of  the  very  great  impor- 
tance of  having  the  full  support  of  an  enlightened  public  opinion 
in  meeting  the  present  difficulties  confronting  the  railroads,  the 
fullest  inquiry  into  the  situation  as  proposed  by  Senator  Cum- 
mins would  be  most  helpful  in  the  present  situation." 

Among  those  present  besides  Mr.  Cuyler  were  Alfred  P. 
Thorn,  vice-chairman  and  general  counsel;  Julius  Kruttschnitt, 
chairman,  Southern  Pacific  Company;  Robert  S.  Lovett,  chair- 
man, Union  Pacific  Railway  Company;  A.  H.  Smith,  New  York 
Central  Railroad  Company;  Carl  R.  Gray,  president.  Union  Pa- 
cific Railroad  Company;  C.  H.  Markham,  president,  Illinois 
Central  Railroad  Company;  H.  N.  Byram,  president.  Chicago, 
Milwaukee  &  St.  Paul  Railway  Company;  Hale  Holden.  presi- 
dent, Chicago,  Burlington  &  Quincy  Railroad  Company;  Howard 
Elliott,  chairman,  Northern  Pacific  Railway  Company:  E.  N. 
Brown,  chairman,  Pere  Marquette  and  St.  Louis-San  Francisco 
Railway  companies;  W.  B.  Storey,  president,  Atchlson,  Topeka 
&  Santa  Fe  Railway  Company,  and  Daniel  Willard.  president, 
Baltimore  &  Ohio  Railroad  Company. 


MARKHAM  DISCUSSES  FREIGHT  RATES 

C.  H.  Markham,  president  of  the  Illinois  Central,  speaking 
before  the  Sioux  City  Rotary  Club,  April  18,  advised  against  any 
outside  Interference  in  the  present  rate  situation,  saying  that. 
in  his  opinion,  the  Interstate  Commerce  Commission  was  fully 
competent  to  take  care  of  it  properly.  He  also  denied  that  tbe 
present  rates  were,  in  any  major  way,  responsible  for  the  pres- 
ent slump  in  business  and  expressed  doubt  as  to  whether  a 
lowering  of  rates  would  mean  any  material  increase  in  tonnage. 

"There  is  growing  up  all  over  the  country  an  insistent  de- 
mand that  rates  be  reduced  out  of  hand  without  waiting  until 
a  great  many  of  the  problems  now  confronting  the  roads  are 
disposed  of,"  he  said,  "or  until  there  shall  have  been  a  sufficient 
revival  of  business  to  Justify  the  reductions.  I  believe  this  to 
be  a  very  unfortunate  condition  and  I  tbink  every  business  man 
of  the  country  owes  It  to  his  own  business  and  to  the  welfare 
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of  the  country  to  study  the  question  and  determine  whether  he 
ought  not  use  his  individual  influence  to  discourage  any  effort 
of  that  kind. 

"The  Interstate  Commerce  Commission  is  today  the  respon- 
sible body.  It  is  the  physician  in  charge  of  a  very  sick  man 
and  I  leave  it  to  you  to  determine  whether,  if  you  had  a  serious 
illness  in  your  family  and  had  called  in  the  best  doctor,  you 
would  stand  around  suggesting  he  try  this  or  that  remedy  in- 
stead of  letting  him  handle  the  case  in  accordance  with  his  own 
practices  and  his  own  study  of  medicines.  That  is  exactly  what 
is  being  done  with  the  Interstate  Commerce  Commission  today, 
because  all  over  the  country  the  suggestion  is  being  made  that 
rates  be  reduced.  I  am  not  saying  that  rates  are  not  too  high; 

1  believe  that  in  many  cases  they  are.     I  am  saying,  however, 
that  the  revenues  of  the  railroads  are  not  sufficient,  and  I  am 
saying  that  in  the  nature  of  things  railroad  rates  must  have  a 
stability  that  prices  in  general  do  not  have.     You  cannot  put 
rates   down   today  and  up   tomorrow.     Rates   could   not  be  re- 
duced to  meet  this  situation,  regardless  of  what  effect  it  might 
have  on  the  railroad  situation,  and  then  be  raised  again  a  year 
from  now  if  prices  were  higher.     We  must  deal  with  the  rail- 
road  situation  along  lines  that  will  permit  of  the  creation  of 
conditions  that  will  make  things  permanent.     We  should  not 
try  to  handle  it  in  the  haphazard  manner  suggested  by  many." 

Mr.  Markham  made  the  point  that,  in  most  cases,  the  pres- 
ent rates  are  not  restricting  the  movement  of  commodities.  To 
illustrate  this  he  quoted  from  the  Dallas  News  a  report  which 
said  that  cabbage  raisers  in  San  Benito  county  were  getting  $6 
a  ton  for  their  product  which  was  sold  to  consumers  in  Dallas 
at  prices  ranging  from  $120  to  $140  a  ton.  The  freight  charges 
to  Dallas  were  $22.20,  the  article  said,  so  that  one  must  seek 
elsewhere  than  in  the  rates  for  a  reason  for  the  non-movement 
of  cabbage. 

He  cited  further  the  case  of  a  request  made  by  cattle  rais- 
ers in  Texas  for  special  rates  into  Wyoming  and  Montana  be- 
cause Texas  cattle  were  starving  on  account  of  the  shortage  of 
pasture  and  the  level  of  the  freight  rates.  After  a  satisfactory 
rate  had  been  established,  only  25  cars  of  cattle  moved,  accord- 
ing to  Mr.  Markham. 

Further  illustrations  were  drawn  from  the  lumber  industry 
and  the  cotton  industry.  In  the  first  half  of  1920  the  cost  of 

2  inch  by  4  inch  by  16  feet  yellow  pine  in  Chicago  was  $53.50 
a  thousand  feet,  which  included  freight  charges  of  $8.50.    In  the 
last  six  months  of  the  same  year  the  cost  was  $51.34,  including 
freight  charges  of  $11.34;  and  the  present  price,  including  freight 
charges,  is  $41.34.    In  spite  of  the  fact  that  the  present  price  is 
more   than   $12  below  the  price  in  the  early  part   of  1921,  no 
lumber  is  moving,  whereas  at  that  time  it  was   impossible   to 
procure  sufficient  cars  for  the  movement. 

"Cotton  a  year  ago,"  said  Mr.  Markham,  "was  selling  for 
about  40  cents  a  pound,  while  in  November,  two  months  after 
the  increased  rates  became  effective,  the  price  was  about  15 
cents.  The  average  price  today  is  12  cents.  I  know  enough 
about  the  cotton  industry  to  justify  my  saying  that  if  you 
would  take  the  freight  rates  off  entirely  it  would  not  result  in 
the  moving  of  a  single  bale  of  cotton  that  cannot  move  at  the 
present  rate.  The  market  for  it  doesn't  exist. 

"A  great  many  people  argue  'reduce  the  freight  rales  and 
traffic  will  increase.'  I  have  tried  to  illustrate  to  you  a  fact 
which  seems  to  my  mind  to  prove  that  the  volume  of  business 
in  this  country  will  not  increase  until  the  man  who  buys  has 
made  up  his  mind  that  stable  conditions  have  been  reached. 
That  time,  I  hope,  is  not  far  off  and  I  implore  that  we  all  have 
patience. 

"As  to  the  agitation  for  reductions  in  rates,  that  question  is 
up  to  the  Commission,  a  body  which  realizes  its  responsibility 
and  which  is  not  going  to  be  stampeded  into  doing  a  thing 
which  may  be  very  bad  for  the  interests  of  the  people  of  this 
country.  Let  us  take  from  time  to  time  the  question  of  adjust- 
ments that  ought  to  be  made — and  I  admit  there  are  many  of 
them.  When  I  speak  of  reductions  in  rates  I  speak  only  of 
basic  rates.  I  speak  for  the  railroad  people  of  this  country 
when  I  say  that  we  will  do  everything  we  can  in  the  way  of 
giving  you  the  benefit  either  in  rate  reductions  or  in  that  im- 
proved service  which  your  business  may  require,  of  everything 
that  we  get  out.  of  increased  rates  or  increased  efficiency  in 
operation.  But,  gentlemen,  the  railroads  are  not  taking  in  suf- 
ficient money  to  take  care  of  their  expenses. 

"The  ordinary  manufacturing  plant  closes  down  when  busi- 
ness slumps  to  such  an  extent  as  to  make  it  necessary.  A  rail- 
road cannot  do  that.  The  major  portions  of  the  expense  go 
along  just  the  same.  It  costs  nearly  as  much  to  maintain  the 
standard  of  a  road  during  80  per  cent  of  a  normal  business  as 
it  does  when  doing  100  per  cent  of  it.  The  public  demands  and 

ightfully  so,  that  nothing  shall  be  done  to  reduce  the  standard 
of  service  and  I  point  to  this  fact  when  I  ask  you,  when  you 

hink  about  this  matter,  to  remember  that  unless  the  revenues 

e  railroads  are  sufficient  to  enable  them  to  pay  operating 

expenses,   proper  service   to   the   public   cannot  be   maintained 

to  take  care  of  fixed  charges  and  money  to  take  care  of 

Blends  that  are  necessary  to  credit  can  only  be  secured 

om  the  freight  and  passenger  earnings." 


NEW   TRANSPORTATION    BILLS 

The  Traffic  World  Washington  Bureau 

Senator  Lenroot,  of  Wisconsin,  has  reintroduced  his  bill 
(S.  922)  providing  for  the  organization  of  the  National  Railway 
Corporation  as  outlined  in  The  Traffic  World  of  April  9. 

Appointment  of  a  federal  coal  commissioner  to  investigate 
conditions  in  the  coal  industry  and  co-operate  with  the  Inter- 
state Commerce  Commission  in  promoting  the  proper  distribution 
and  most  efficient  use  of  coal  cars  is  provided  in  a  bill  (S.  824) 
introduced  by  Senator  Frelinghuysen,  of  New  Jersey. 

Representative  Bland  of  Indiana  has  reintroduced  his  bill 
(H.  R.  3203),  providing  for  the  establishment  by  railroads  of 
wash  rooms  and  facilities  for  employes. 

Senator  Watson,  of  Indiana,  introduced  a  bill  (S.  848), 
amending  section  22  of  the  interstate  commerce  act  so  as  to 
require  railroads  to  issue  interchangeable  non-transferable  five- 
thousand-mile  tickets  at  2%  cents  a  mile. 

A  resolution  adopted  by  the  Kansas  state  board  of  agri- 
culture, urging  a  revision  of  freight  rates  downward,  was  sub- 
mitted in  the  Senate  by  Senators  Curtis  and  Capper  of  that  state. 

Representative  Raker  introduced  a  bill  (H.  R.  4138),  pro- 
viding penalties  for  trespassers  on  passenger  and  freight  trains. 

A  resolution  from  the  Minnesota  legislature  calling  on  Con- 
gress to  enact  legislation  nullifying  the  orders  of  the  Commission 
in  the  intrastate  rate  cases  has  been  submitted  in  the  Senate 
by  Senator  Nelson  of  that  state. 

Representative  Edmunds  of  Pennsylvania  has  introduced  a 
bill  (H.  R.  2420),  which,  while  not  repealing  the  Panama  Canal 
tolls  law,  would  result  in  free  passage  for  American  ships  through 
the  Panama  Canal  if  it  became  a  law.  It  provides  that  tolls  paid 
by  American  vessels  shall  be  rebated  by  the  government. 

Senator  Calder,  of  New  York,  has  reintroduced  the  bill 
(S.  690),  under  which  the  Commission  would  be  required  to 
hold  hearings  before  issuing  priority  orders  in  time  of  emergency, 
and  then  its  authority  to  issue  special  orders  would  be  limited 
by  the  proviso  "without  discrimination  as  between  shippers  or 
commodities,  except  that  preference  may  be  given  to  shipments 
of  live  stock  and  perishable  property."  The  bill  would  amend 
subdivision  15  of  section  1  of  the  interstate  commerce  act.  The 
proposed  legislation  was  urged  by  the  Senate  committee  on  recon- 
struction, of  which  Senator  Calder  was  chairman. 
Bribery  in  Obtaining  Cars 

A  bill  (H.  R.  4086)  to  prohibit  the  giving  or  taking  ol 
bribes  in  connection  with  obtaining  a  preferred  car  supply  has 
been  introduced  by  Representative  Cooper,  of  Ohio,  a  member 
of  the  House  committee  on  interstate  and  foreign  commerce. 
Conviction  under  the  proposed  law  would  carry  a  maximum  fino 
of  $5,000  and  maximum  imprisonment  of  two  years. 

Mr.  Cooper  said  he  had  introduced  the  bill  at  the  request 
of  Chairman  Clark,  of  the  Commission,  and  that  it  was  designed 
to  carry  into  effect  the  recommendations  made  by  the  Commis- 
sion in  its  last  annual  report  on  the  subject  of  bribery  of  rail- 
way employes.  He  related  one  instance  of  a  small  coal  oper- 
ator who  had  written  to  a  station  agent  asking  for  three  cars. 
A  $50  bill  for  the  station  agent  was  inclosed  in  the  letter  and 
the  station  agent  turned  the  letter  and  money  over  to  the  Com- 
mission for  investigation,  Mr.  Cooper  said.  Under  the  existing 
law,  however,  he  said,  there  is  no  way  of  getting  at  such  cases. 
Import  Rate  Investigation 

An  investigation  by  the  House  committee  on  interstate  and 
foreign  commerce  committee  to  ascertain  by  what  authority 
import  rates  lower  than  rates  on  commodities  of  domestic  pro- 
duction were  established  by  the  Railroad  Administration,  May 
19,  1919,  is  proposed  in  a  resolution  introduced  by  Representative 
Woodruff  of  Michigan. 

On  the  day  mentioned  Countiss's  eastbound  transcontinental 
tariff  3-C  became  operative.  It  was  established  under  freight 
rate  authority  7408,  under  section  10  of  the  federal  control  law. 

The  resolution  directs  the  committee  to  report,  before  July 
1,  a  bill  or  bills  necessary  to  "put  an  end  to  such  discrimina- 
tions" as  are  created  by  the  lower  import  rates.  The  author 
of  the  resolution,  in  his  preamble,  recites  that  the  rates  dis- 
criminate between  American  and  foreign  shipments  and  give  un- 
due preference  to  foreign  products  and  manufacturers  at  a  time 
when  a  deficit  exists. 

The  resolution  was  referred  to  the  committee,  which  is  to 
make  the  investigation  if  the  resolution  is  adopted. 
Seaman's   Act   Amendment 

Modification  of  the  LaFollette  seamen's  act  so  as  to  remove 
restrictions  on  passenger  traffic  on  the  Great  Lakes  is  proposed 
jn.  »  bill  (H.  R.  3716)  introduced  by  Representative  Scott,  of 
Michigan.  This  is  the  legislation  which  is  being  urged  by  the 
steamship  companies  operating  on  the  Great  Lakes  and  the  com- 
mercial organizations  of  the  principal  lake  ports. 

A  conference  was  held  in  Detroit,  April  8  and  9,  by  repre- 
sentatives of  Chambers  of  Commerce  and  commercial  organiza- 
tions of  Chicago,  Milwaukee,  Cleveland,  Toledo,  Buffalo,  Detroit 
and  other  lake  cities  and  the  legislation  embodied  in  the  Scott 
bill  was  urged. 

Mr.  Scott  introduced  a  similar  bill  in  the  last  Congress.    It 
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passed  the  House  but  was  blocked  in  the  Senate  by  Senator 
I  .a  Toilette  of  Wisconsin.  That  bill,  however,  did  not  go  as  far 
:he  now  proposed  legislation.  It  simply  extended  the  season 
MI  ii. i\  Cation  from  May  1  to  October  la.  Instead  of  from  May  16 
IM  September  15,  so  as  to  make  applicable  between  those  dates 
rciiuireinents  for  the  safety  of  passengers.  Under  the  law  an 
it  stands  before  May  15  and  after  September  15,  the  steamships 
are  required  to  carry  lifeboats  and  rafta  sufficient  to  accommo- 
date everyone  on  board  and  that  requirement,  It  IB  contended, 
imposes  a  restriction  which  prevents  traffic.  Within  the  period 
from  .May  15  to  September  15  the  law  requires  the  carriage  of 
lifeboats  for  accommodation  of  not  less  than  50  per  cent  of  the 
persons  on  board. 

The  important  changes  designed  to  be  made  by  the  Scott 
bill  relate  to  crews  and  the  carriage  of  life-saving  equipment, 
us  well  as  the  extension  of  the  season  of  navigation  as  provided 
in  the  former  bill.  Under  the  present  law,  ships  over  100  tons 
must  have  three  crews,  even  though  the  ship  Is  In  operation 
for  only  eight  hours.  The  Scott  bill  provides  that  where  the 
continuous  run  is  16  hours  or  less,  two  crews  shall  be  sufficient. 
The  present  law  also  requires  steamships  to  carry  deck  crews 
ni  able  seamen  and  they  can  not  leave  port  unless  they  have  a 
full  complement  of  able  seamen.  The  Scott  bill  provides  that 
where  it  is  impossible  to  obtain  a  full  complement  of  able  sea- 
men on  the  Great  Lakes,  certified  lifeboat  men  may  be  used  In 
lieu  of  able  seamen.  It  is  further  provided  that  boats  on  the 
Great  Lakes  may  use  life  rafts  which  do  not  have  a  capacity 
for  in  excess  of  fifteen  persons.  Under  the  present  law  the 
smallest  raft  allowed  is  one  that  has  a  capacity  for  twenty-five 
persons.  It  Is  contended  that  the  smaller  rafts  can  be  handled 
more  easily  and  provide  safety  for  the  capacity  stated. 

"Unless  the  law  is  amended  as  proposed,"  said  Mr.  Scott, 
"there  will  be  no  passenger  traffic  on  the  Great  Lakes.  The 
carriers  can  not  meet  the  provisions  of  the  present  law  and 
operate  successfully." 

Opposition  to  the  bill  is  expected  from  the  organized  seamen. 

Liability  of  Water  Carriers 

Amendments  to  the  Harter  act  of  February  13,  1893,  de- 
fining the  liabilities  of  carriers  by  water  have  been  proposed  in 
a  bill,  S.  327,  introduced  by  Senator  McKellar,  of  Tennessee, 
The  bill  has  been  referred  to  the  committee  on  Interstate  com- 
merce. The  amendments  propose  to  rewrite  the  first,  third,  and 
fourth  sections.  The  first  section  of  the  Harter  act  would  be 
amended  by  the  McKellar  bill  so  as  to  make  null  and  void  any 
and  all  words  and  clauses  in  any  bill  of  lading  or  shipping  docu- 
ments whereby  the  ship  or  her  master  would  or  might  be  re- 
lieved from  liability  for  loss  or  damage  arising  from  negligence, 
fault  or  failure  in  proper  loading,  storage,  custody,  care  or  proper 
delivery,  or  from  faults  of  errors  of  navigation.  Any  or  all  such 
words  or  clauses,  the  bill  says,  shall  be  null  and  void  and  of  no 
effect. 

The  second  and  fourth  sections  of  the  act,  it  Is  proposed, 
shall  be  changed  so  as  to  read  as  follows: 

"Sec.  3.  That  if  the  owner  of  any  vessel  transporting -mer- 
chandise or  property  to  or  from  any  port  in  the  United  States 
of  America  shall  exercise  due  diligence  to  make  the  said  vessel 
in  all  respects  seaworthy  and  properly  manned,  equipped,  and 
supplied,  neither  the  vessel,  her  owner  or  owners,  agent,  char- 
terers, nor  master  shall  become  or  be  held  responsible  for  dam- 
ages or  loss  resulting  from  latent  defects  in  said  vessel,  from 
dangers  of  the  sea  or  other  navigable  waters,  acts  of  God,  or 
public  enemies,  or  the  inherent  defect,  quality,  or  vice  of  the 
ihing  carried,  or  from  insufficiency  of  package,  or  seizure  under 
legal  process,  or  from  loss  resulting  from  any  act  of  omission 
of  the  shipper  or  owner  of  the  goods,  his  agent  or  representa- 
tive, or  from  saving  or  attempting  to  save  life  or  property  at 
sea,  or  from  any  deviation  in  rendering  such  service;  and  when 
the  vessel  is  engaged  in  transporting  merchandise  or  property 
between  ports  In  the  United  States  of  America  neither  the  said 
vessel,  her  owner  or  owners,  agent,  nor  charterers  shall  become 
or  be  held  responsible  for  damages  or  loss  resulting  from  faults 
or  errors  in  navigation  or  in  the  management  of  said  vessel. 

"Sec.  4.  That  it  shall  be  the  duty  of  the  owner  or  owners, 
master,  or  agent  of  any  vessel  transporting  merchandise  or  prop- 
erty between  ports  of  the  United  States  and  foreign  ports  to 
issue  to  shippers  of  any  lawful  merchandise  a  bill  of  lading  or 
shipping  document  stating,  among  other  things,  the  marks  neces- 
sary for  identification,  number  of  packages  or  quality,  stating 
whether  it  be  carrier's  or  shipper's  weight  and  apparent  order 
or  condition  of  such  merchandise  or  property  delivered  to 
and  received  by  the  owner,  master,  or  agent  of  the  vessel  for 
transportation;  and  such  document  shall  be  prima  facie  evidence 
of  the  receipt  of  the  merchandise  therein  described.  Every  bill 
of  lading  or  shipping  receipt  relating  to  the  carriage  of  mer- 
chandise or  property  from  a  port  in  the  United  States  to  a 
foreign  port  shall  contain  a  provision  to  the  effect  that  the  ship- 
ment is  subject  to  all  the  terms  and  provisions  of,  and  all  the 
exemptions  from,  liability  contained  in  this  Act;  and  any  stipu- 
lation or  agreement  purporting  to  oust  or  lessen  the  jurisdiction 
of  the  courts  of  the  United  States  or  of  any  state  thereof  having 
Jurisdiction  at  the  i»ort  of  loading,  in  respect  of  the  bill  of  lading 
or  shipping  document,  shall  be  null  and  void  and  of  no  effect." 


The  bill.  If  pmwcl.  would  make  It  nocmsary  for  th»  Com- 
mission to  hold  further  hearings  on  the  nrmn  psrt  of  th*>  through 
export  bill  on  which  argument*  worn  held  lant  winti-r.  Thr 
senator  Introduced  the  hill  at  the  suggestion  of  lumber  shippers 
at  Memphis  who  think  it  would  be  a  good  Idea  to  have  some  Of 
the  limitations  that  have  been  placed  on  the  right  to  contract 
about  their  liability  that  have  been  placed  on  carriers  by  rail- 
road, placed  on  carriers  by  water. 

Senator  Capper,  of  Kansas,  submitted  to  the  Seimtc  April  20 
a  resolution  adopted  by  the  National  Shippers'  and  Consumers' 
Association  at  Chicago,  March  4.  favoring  an  Amendment  to 
the  transportation  act  In  order  that  the  law  may  be  administer^ 
by  the  Labor  Board  so  that  wages  shall  be  just  and  fair  and 
the  railroads  shall  not  be  compelled  to  pay  more  than  will  per- 
mit them,  under  economical  management,  to  move  traffic  under 
just  and  reasonable  rates  to  the  farmers  and  stock  raisers.  The 
resolution  was  referred  to  the  committee  on  Interstate  commerce. 

A  petition  of  the  New  Mexico  Wool  Growers'  Association 
asking  for  a  reduction  in  freight  rates  and  a  permanent  read- 
justment of  rates  was  submitted  In  the  House  by  Representative 
Montoya  of  New  Mexico. 


TRANSPORTATION  ACT  CONDEMNED 

Tkt  Traffic  World  Washington  Bureau 

Senator  La  Follette  of  Wisconsin  condemned  the  transporta- 
tion act  in  an  address  before  the  People's  Reconstruction  League 
conference,  held  In  Washington  last  week.  He  urged  repeal  of 
the  part  of  the  law  "guaranteeing  profits  on  fictitious  values," 
referring  to  the  rate-making  section. 

A  combination  of  farmers  and  labor  was  advocated  by  the 
senator  to  formulate  a  program  that  would  insure  reasonable 
rates  and  fair  treatment  of  the  consumer,  employe  and  shipper. 
He  charged  the  railroads  were  preparing  to  make  another  "raid" 
on  Congress. 

"If  this  policy  leads  to  government  ownership,"  he  declared, 
referring  to  the  formulation  of  a  program  for  "fair  treatment," 
"it  is  vastly  preferable  to  present  conditions." 

William  H.  Johnston,  president  of  the  International  Associa 
tion  of  Machinists,  also  attacked  the  transportation  act  as  a 
"menace,"  and  declared  that  the  competitive  system  on  the  rail- 
roads has  outlived  Its  usefulness.  He  pointed  to  the  recent  War- 
field  proposal  for  effecting  economies  in  operation  as  a  plan  for 
unified  control  of  the  railroads. 

Benjamin  C.  Marsh,  legislative  representative  of  the  Fann- 
ers' National  Council,  is  executive  secretary  of  the  reconstruc- 
tion league.  He  said  thirty  labor  and  farmers'  organizations 
participated  in  the  conference.  Marsh  and  his  associates  advo- 
cate government  operation  of  the  railroads. 

Following  the  close  of  the  People's  Reconstruction  League's 
conference  In  Washington,  a  series  of  calls  on  congressional 
leaders  were  made  by  representatives  of  the  League.  Among 
other  things,  restoration  of  federal  control  of  the  railroads  on 
the  basis  which  obtained  under  the  federal  control  act  was 
urged  by  these  representatives.  Their  appeals  were  heard  by 
Senators  Lodge  and  Underwood  and  Representatives  Mondell 
and  Kitchln.  They  also  urged  strict  federal  regulation  of  the 
meat-packing  Industry  and  of  national  resources. 

Among  those  in  the  delegation  were  several  railroad  labor 
leaders.  Including  W.  N.  Doak,  vice-president  of  the  Brotherhood 
of  Railway  Trainmen;  H.  E.  Wills,  of  the  Brotherhood  of  Loco- 
motive Engineers;  P.  J.  McNamara,  vice-president  of  the  Loco- 
motive Firemen  and  Enginemen;  and  W.  M.  Clark,  vice-presi- 
dent of  the  Brotherhood  of  Locomotive  Engineers. 


SENATE  AND  HOUSE  COMMITTEES 

Tht  Traffic  World  Washinglon  Burta* 

Approval  by  the  House  of  the  Democratic  assignments  on  the 
House  committee  on  interstate  and  foreign  commerce  and  by  the 
Senate  of  the  assignments  on  the  Senate  committee  on  interstate 
commerce,  on  April  18,  paved  the  way  for  formal  reorganisa- 
tion of  the  two  committees  for  the  present  session  of  Congress. 

The  Democrats  assigned  the  following  members  to  the  House 
committee  on  Interstate  and  foreign  commerce:  Alben  W.  Bark- 
ley,  of  Kentucky;  Sam  Ray  burn  of  Texas;  George  Huddleston 
of  Alabama;  Clarence  F.  Lea  of  California;  Paul  B.  Johnson  of 
Mississippi,  and  Harry  B.  Hawes  of  Missouri.  Representatives 
Barkley  and  Rayburn  have  served  on  the  committee.  The  Re- 
publican members  of  the  committee,  as  previously  announced, 
are:  Samuel  'B.  Winslow  of  Massachusetts,  chairman;  James  S. 
Parker  of  New  York;  Burton  E.  Sweet  of  Iowa:  Walter  R.  Stt- 
ness  of  Rhode  Island;  John  G.  Cooper  of  Ohio;  Edward  E.  Denl- 
son  of  Illinois;  Everett  Sanders  of  Indiana;  Schuyler  Merrttt  of 
Connecticut;  J.  Stanley  Webster  of  Washington;  Evan  J.  Jones 
of  Pennsylvania;  Carl  E.  Mapes  of  Michigan;  William  J.  Graham 
of  Illinois;  Sherman  E.  Burroughs  of  New  Hampshire;  Walter 
H.  Newton  of  Minnesota,  and  Homer  Hoch  of  Kansas. 

Only  one  change  was  made  in  the  Senate  committee  on  Inter- 
state commerce.  Senator  Joseph  T.  Robinson,  Democrat,  of 
Arkansas,  was  dropped  from  the  committee,  a  reduction  of  one 
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in  number  being  necessary  because  of  the  decision  to  reduce  the 
number  on  the  committee  from  17  to  16. 

The  membership  of  the  Senate  committee  is  as  follows: 
Albert  B  Cummins  of  Iowa,  chairman;  Charles  E.  Townsend  of 
Michigan;  Robert  M.  LaFollette  of  Wisconsin;  Miles  Poindexter 
of  Washington;  George  P.  McLean  of  Connecticut;  James  E. 
Watson  of  Indiana;  Frank  B.  Kellogg  of  Minnesota;  Bert  M. 
Fernald  of  Maine;  Joseph  S.  Frelinghuysen  of  New  Jersey; 
Davis  Elkins  of  West  Virginia;  Ellison  D.  Smith  of  South  Caro- 
lina; Atlee  Pomerene  of  Ohio;  Henry  L.  Myers  of  Montana;  Oscar 
IV  fnderwood  of  Alabama;  Josiah  O.  Wolcott  of  Delaware,  and 
A.  Owsley  Stanley  of  Kentucky.  The  first  ten  named  are  the 
Republican  members  and  the  last  six  the  Democratic  members. 

DISCUSSION  OF  TRANSPORTATION 

Proposed  plans  for  reducing  the  cost  and  increasing  the  effi- 
ciency of  railroad  transportation  will  be  discussed  by  business 
men  from  all  parts  of  the  country  at  the  ninth  annual  meeting 
of  the  Chamber  of  Commerce  of  the  United  States  at  Atlantic 
City.  April  27  to  29. 

This  discussion  will  take  place  at  the  railroad  group  meet- 
ing to  be  held  on  the  first  day  of  the  annual  meeting.  Speakers 
will  include  a  prominent  railroad  executive,  a  large  shipper,  a 
leading  banker  and  an  eminent  engineer.  In  addition  to  these 
special  speakers,  there  will  be  a  general  discussion  of  the  whole 
railroad  question. 

In  this  way,  the  National  Chamber  hopes  to  bring  about  a 
greater  degree  of  co-operation  and  understanding  and  thus  aid 
m  the  development  of  a  plan  looking  to  a  solution  of  the  rail- 
road problem. 

SAYS    RATES   ARE    PROHIBITORY 

"Excessively  high  railroad  rates  are  one  of  the  serious 
handicaps  of  the  situation,  while  they  likewise  fail  in  their 
original  purpose  of  providing  adequate  revenue  for  the  roads," 
said  Archer  Wall  Douglas,  chairman  of  the  committee  on  statis- 
tics and  standards  of  the  Chamber  of  Commerce  of  the  United 
States,  in  a  report  on  business  conditions  which  he  said  were 
showing  improvement.  "They  are  prohibitory  in  their  effects. 
In  some  cases,  especially  those  of  early  fruits  and  vegetables 
from  the  far  south  to  northern  and  western  markets,  the  cost 
of  transportation  is  from  four  to  five  times  the  price  received 
by  the  producer." 


FEBRUARY  RAILWAY  REVENUE 

The  Traffic  World  Washington  Bureau 

A  summary  of  operating  revenues  and  operating  expenses  of 
class  I  steam  roads  for  February,  covering  201  roads,  including 
15  switching  and  terminal  companies  having  a  mileage  of  235,- 
563,  shows  a  decrease  in  the  operating  revenue  from  $424,591,296 
to  $405,784,852;  in  expenses  from  $416,458,368  to  $385,479,607; 
a  reduction  in  the  net  railway  operating  income  deficit  from 
$12,677,250  to  $1,759,159,  and  a  decrease  in  the  operating  ratio 
from  98.08  to  95. 

In  the  eastern  district  the  revenue  increased  from  $175,466,- 
172  to  $181,443,142;  expenses  fell  from  $194,581,766  to  $180,021,- 
456;  net  railway  operating  income  rose  from  a  deficit  of  $27,110,- 
998  to  a  deficit  of  $7,260,589;  the  operating  ratio  went  down  from 
110.89  to  99.22. 

In  the  Pocahontas  region  the  revenue  fell  from  $14,348,891 
to  $12,877,424;  expenses  increased  from  $12,661,690  to  $12,308,- 
284;  income  fell  from  a  positive  of  $978,068  to  a  deficit  of  $183,- 
954;  the  operating  ratio  increased  from  88.24  to  95.58. 

In  the  southern  region,  exclusive  of  the  Pocahontas  district, 
the  revenue  decreased  from  $60,791,057  to  $54,991,530;  expenses 
decreased  from  $53,428,494  to  $51,278,373;  income  fell  from  $4,- 
961,599  to  $1,359,921;  the  ratio  increased  from  87.89  to  93.25. 

In  the  western  district  the  revenue  decreased  from  $173,- 
985,176  to  $156,472,756;  expenses  decreased  from  $155,786,148  to 
$141,871,494;  income  fell  from  $8,494,076  to  $4,325,463;  the  ratio 
increased  from  89.54  to  90.67. 

In  the  two  months  of  1920  ended  with  February,  the  operat- 
ing revenue  of  the  class  I  roads  for  the  country  as  a  whole  fell 
from  $925,430,499  to  $875,975,265;  expenses  from  $832,881,650 
to  $829,109,871;  railway  operating  income  from  $51,235,647  to 
$1,891,565,  and  the  operating  ratio  went  up  from  90  to  94.65. 

In  the  eastern  district  the  revenue  went  up  from  $385,361,- 
463  to  $395,848,701;  expenses  $387,309,422  to  $387,722,239;  in- 
come went  up  from  a  deficit  of  $17,878,321  to  a  deficit  of  $9,746,- 
611  and  the  ratio  fell  from  100.51  to  97.95. 

In  the  southern  district  the  revenue  fell  from  $128,317,826 
to  $116,397,078;  expenses  went  up  from  $106,833,076  to  $107,- 
916,957  and  the  ratio  rose  from  83.26  to  92.71. 

In  the  Pocahontas  region  the  revenue  rose  from  $29,971,770 
to  $30,028,872;  expenses  from  $25,508,253  to  $27,095,354;  net  fell 
from  $3,081,210  to  $1,424,199  and  the  ratio  rose  from  85.11  to 
90.23. 

In  the  western  district  the  revenue  dropped  from  $381,779,- 
440  to  $333.700,414;  expenses  fell  from  $313,230,899  to  $305,375,- 
241;  net  fell  from  $49,281,692  to  $6,713,949;  and  the  ratio  rose 
from  82.04  to  91.81. 


LOADING  OF  REVENUE  FREIGHT 

The  Traffic  World  Washington  Bureau 

The  total  of  revenue  freight  carried  in  the  quarter  ended 
December  31,  1920,  was  16,520,748  carloads  of  589,642,869  tons, 
according  to  a  summary  of  freight  commodity  statistics  issued 
by  the  Commission  for  Class  I  roads. 

Revenue  freight  originating  on  respondents'  roads  totaled 
8,981,908  carloads  of  328,912,147  tons. 

Products  of  agriculture  originating  on  respondents'  roads 
totaled  1,383,097  carloads  of  35,404,174  tons,  while  the  total  of 
products  of  agriculture  carried  was  2,651,727  carloads  of  65,757,- 
019  tons. 

Products  of  animals  originating  on  respondents'  roads  totaled 
577,613  carloads  of  6,838,198  tons,  while  the  total  of  products  of 
animals  carried  was  919,496  carloads  of  11,332,755  tons. 

Products  of  mines  originating  on  respondents'  roads  totaled 
4,010,562  carloads  of  193,413,417  tons,  while  the  total  of  products 
of  mines  carried  was  6,942,123  carloads  of  332,377,717  tons. 

Products  of  forests  originating  on  respondents'  roads  totaled 
829,583  carloads  of  23.003,693  tons,  while  the  total  of  products 
of  forests  carried  was  1,624,565  carloads  of  44,653,053  tons. 

Manufactures  and  miscellaneous  freight  originating  on  re- 
spondents' roads  totaled  2,181,053  carloads  of  58,313,960  tons, 
while  the  total  of  manufactures  and  miscellaneous  freight  carried 
was  4,382,837  carloads  of  115,675,334  tons. 

Revenue  freight  loading  picked  up  substantially  in  the  week 
ending  April  9,  the  total  number  of  cars  loaded  being  693,719,  as 
compared  with  666,642  in  the  preceding  week,  an  increase  of 
27,077  cars.  As  compared  with  the  loadings  ill  the  corresponding 
week  of  1920  there  were  increases  shown  in  the  loading  of  grain 
and  grain  products  and  of  merchandise,  L.  C.  L. 

In  the  weeks  of  1920  and  1919  corresponding  with  that  of 
the  week  ending  April  9,  the  total  number  of  cars  loaded  was 
801,559  and  711,282,  respectively. 

Loading  by  districts  for  the  week  ending  April  9  and  the 
corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  5,301  ;tnd  4,167; 
live  stock,  2,749  and  2,388;  coal,  36,413  and  48,049;  coke,  756  and 
3,886;  forest  products,  5,837  and  7,245;  ore,  441  and  3,542;  mer- 
chandise, L.  C.  L.,  56,540  and  35,217;  miscellaneous,  62,562  and 
87,711;  total,  1921,  170,599;  1920,  192,205;  1310,  175,099. 

Allegheny  district:  Grain  and  grain  products,  2,261  and 
1,982;  live  stock,  2,582  and  2,854;  coal,  39,115  and  52,693;  coke, 
2,667  and  7,024;  forest  products,  2,237  and  3,454;  ore,  881  f.nd 
4,236;  merchandise,  L.  C.  L.,  40,770  and  39.576:  miscellaneous, 
48,643  and  70,524;  total,  1921,  139,156;  1920,  182,343;  1919,  ^50,411. 

Pocahontas  district:  Grain  and  grain  products,  121  and  137; 
live  stock,  91  and  127;  coal,  15,447  and  20.3S3;  coke,  50  and  637; 
forest  products,  1,290  and  1,826;  ore,  37  and  239;  merchandise, 
'L.  C.  L.,  2,594  and  146;  miscellaneous,  5.S40  and  9,407;  total, 
1921,  25,470;  1920,  32,902;  1919,  29,629. 

Southern  district:  Grain  and  grain  products,  3,028  and  3,439; 
live-stock,  1,918  and  1,980;  coal,  16,846  and  19,418:  coke,  595  and 
125;  forest  products,  14,153  and  17,113;  ore,  716  and  2,483;  mer- 
chandise, L.  C.  L.,  39,318  and  25,055;  miscellaneous,  37,800  and 
53,248;  total,  1921,  114,374;  1920,  122,861;  1919,  115,113. 

Northwestern  district:  Grain  and  grain  products,  8,201  and 
8,949;  live  stock,  6,232  and  7,517;  coal,  3,571  and  7,980;  coke,  542 
and  1,203;  forest  products,  14,631  and  19,336;  ore,  <595  and  1.932; 
merchandise,  L.  C.  L.,  27,487  and  20,572;  miscellaneous,  28,939 
and  37,686;  total,  1921,  90,298;  1920,  105,175;  1919,  98,584. 

Central  Western  district:  Grain  and  grain  products,  9,663 
and  7,198;  live  stock,  9,568  and  8,886;  coal,  13,123  and  16,711; 
coke,  117  and  470;  forest  products,  3,899  and  5,466;  ore,  1,496  and 
2,601;  merchandise,  L.  C.  L.,  28,895  and  22,599;  miscellaneous, 
31,779  and  40,513;  total,  1921,  98,540;  1920,  104,444;  1919,  92,069. 

Southwestern  district:  Grain  and  grain  products,  4,8tO  and 
3,488;  live  stock,  2,199  and  2,186;  coal,  3,529  and  6,298;  coke,  108 
and  164;  forest  products,  5,759  and  7,284;  ore,  521  and  577 
merchandise,  L.  C.  L.,  16,538  and  16,368;  miscellaneous,  21,788 
and  25,264;  total,  1921,  55,282;  1920,  61,629;  1919,  50,377. 

Total,  all  roads:  Grain  and  grain  products,  33,415  and  29.360; 
live  stock,  25,339  and  25,938;  coal,  128,044  and  171,532;  coke, 
4,835  and  13,509;  forest  products,  47,806  and  61,724;  ore,  4,787 
and  15,610;  merchandise,  L.  C.  L.,  212,142  and  159,533;  miscel- 
laneous, 237,351  and  324,353;  total,  1921,  693,719;  1920,  801,559; 
1919,  711,282. 

L.  C.  L.  merchandise  loading  figures  for  1921  and  1920  are 
not  comparable  as  some  roads  are  not  able  to  separate  their 
L.  C.  L.  freight  and  miscellaneous  of  1920.  Add  merchandise  and 
miscellaneous  figures  to  get  a  fair  comparison. 


LOAN   TO  T.   ST.   L.  &  W. 

Walter  L.  Ross,  receiver  for  the  Toledo,  St.  Louis  and 
Western  Railroad  Company,  has  applied  to  the  Commission  for 
authority  to  issue  receiver's  certificates  of  indebtedness  in  the 
sum  of  $692,000  as  collateral  security  for  the  payment  of  a  loan 
of  like  amount  from  the  government.  The  Commission  has  ap- 
proved the  loan  to  aid  the  receiver  in  acquiring  equipment  and 
in  making  improvements  to  the  property  of  the  company. 


April  23,  1921 
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LABOR    BOARD   APPOINTMENTS 

The  Trijtc  World  Washington  Hunan 

President  Harding,  April  16,  sent  to  the  Senate  the  nomina- 
tions of  Walter  L.  McMenimen,  Samuel  Hlggins  and  Ben  W. 
Hooper  as  members  of  the  United  StateB  Railroad  Labor  Board. 
None  of  the  three  had  been  mentioned  as  possible  appointees. 

Mr.  McMenimen,  deputy  president  of  the  Brotherhood  of 
Railroad  Trainmen  and  assistant  national  legislative  representa- 
tive at  the  Capitol  for  the  trainmen,  was  appointed  to  succeed 
Mr.  Forrester  as  a  member  of  the  labor  group. 

Mr.  Hlggins,  formerly  general  manager  of  the  New  York, 
New  Haven  &  Hartford,  was  appointed  to  succeed  Mr.  Park  as 
a  member  of  the  management  group. 

Mr.  Hooper,  former  governor  of  Tennessee  for  two  terms,  was 
appointed  to  succeed  Mr.  Hunt  as  a  member  of  the  public  group. 

Mr.  McMenimen's  home  Is  In  Cambridge,  Mass.  He  is  about 
40  years  old.  Before  coming  to  Washington  he  was  state  legis- 
lative representative  for  the  trainmen  In  Massachusetts.  Be- 
fore entering  the  service  of  the  Brotherhood  of  Railway  Train- 
men he  was  employed  as  a  trainman  on  the  Boston  &  Maine. 

Mr.  Higgins,  whose  home  is  in  New  York,  retired  as  general 
manager  of  the  N.  Y.  N.  H.  &  H.  in  1911,  after  serving  in  that 
capacity  since  1904.  He  was  born  February  19,  1860,  at  San 
Francisco,  Cal.,  and  entered  the  railway  service  in  1881  with 
the  New  York,  Lake  Erie  &  Western  as  a  machinist's  appren- 
tice. He  later  became  general  shop  foreman,  assistant  engineer 
of  motive  power  and  division  master  mechanic.  In  1894  he  went 
to  the  Lehigh  Valley,  and  in  1901  became  superintendent  of  mo- 
tive power  on  the  Union  Pacific.  On  July  1,  1902,  he  became  me- 
chanical superintendent  of  the  Southern  Railway. 

Mr.  Hooper  was  born  at  Newport,  Tenn.,  his  present  home, 
October  13,  1870.  He  was  graduated  from  the  Carson  and  New- 
man College  at  Jefferson  City,  Tenn.,  and  admitted  to  the  bar 
in  1894,  entering  the  practice  of  law  at  Newport.  He  served  as 
a  member  of  the  state  legislature  and  as  assistant  United  States 
district  attorney.  He  was  elected  as  governor  of  Tennessee  on 
the  Republican  ticket  in  1911  and  was  re-elected  for  a  second 
term  in  1913. 

Each  appointment  is  for  a  term  of  five  years. 

The  nominations  were  discussed  by  the  Senate  committee 
on  interstate  commerce,  April  18,  but  no  action  was  taken. 
Senator  Cummins  said  some  of  the  members  of  the  committee 
desired  more  information  than  was  then  available  as  to  the 
nominees. 

Dissatisfaction  with  the  nomination  of  W.  L.  McMenimen 
as  a  member  of  the  labor  group  was  expressed  by  J.  B.  Mallory, 
vice-president  of  the  United  Brotherhood  of  Maintenance  of  Way 
Employes,  who  declared  that  the  appointment  would  leave  ap- 
proximately 1,250,000  railway  clerks,  maintenance  of  way,  teleg- 
raphers, firemen  and  oilers',  and  signalmen  without  representa- 
tion on  the  board.  With  McMenimen  on  the  board,  he  said, 
the  transportation  groups  of  employes  would  have  two  repre- 
sentatives—McMenimen  and  Albert  Phillips.  A.  O.  Wharton, 
the  other  member  of  the  labor  group,  was  nominated  by  the 
shop  crafts. 

Although  McMenimen  is  a  member  of  the  Brotherhood  of 
Railway  Trainmen,  Mallory  said  it  was  his  understanding  that 
he  was  nominated  by  the  station  agents,  who,  he  said,  were  a 
"rump"  railroad  labor  organization.  He  contended  that  the  suc- 
cessor to  J.  J.  Forrester  should  have  come  from  the  group  which 
nominated  Forrester  for  reappointment,  which  includes  the 
classes  of  employes  enumerated  above,  and  which  will  have  no 
representation  on  the  board,  according  to  Mallory. 

The  Senate  committee  on  interstate  commerce  voted  April 
22  to  report  favorably  to  the  Senate  Monday  the  President's 
nominations  to  fill  vacancies  on  the  Labor  Board.  There  was  no 
opposition  expressed  in  the  committee  to  any  of  the  nominations. 


LABOR  BOARD  HEARINGS  AND  RULINGS 

In  its  decision  on  docket  No.  142,  the  Atlanta,  Birmingham 
&  Atlantic  wage  reduction  case,  wherein  the  question  of  clashing 
jurisdictions  of  federal  courts  and  the  Labor  Board  has  arisen, 
the  board  said,  April  22,  regarding  the  permission  which  the 
receiver  for  the  road  got  from  the  federal  court  of  the  northern 
district  of  Georgia: 

"In  the  opinion  of  the  Labor  Board  and  with  all  respect  to 
the  learned  judge  who  approved  the  order,  the  said  order  was 
beyond  the  jurisdiction  of  the  Dictrict  Court.  Under  Title  III 
of  the  transportation  act,  1920,  Sections  301  and  307,  the  duty 
of  determining  just  and  reasonable  wages  upon  a  dispute  duly 
referred,  is  imposed  upon  the  Labor  Board.  The  order  of  the 
court  was  in  no  sense  a  review  of  this  Board's  decision." 

The  dispute  on  the  A.  B.  &  A.  dates  back  to  December  29. 
1920,  when  the  officials  posted  a  notice  announcing  that  the  wages 
of  all  employes  would  be  cut,  on  February  1,  1921,  by  a  sum  equal 
to  one-half  of  all  the  increases  granted  since  December,  1917. 
After  conferences  in  which  no  agreement  was  reached,  the  mat- 
ter came  before  the  Labor  Board  and  was  heard  January  25  and 
a  resolution  passed  by  the  Board  two  days  later  forbade  the 


road  to  make  any  reduction*  in  wage*  pending  the  completion 
of  the  hearing  and  a  declxloii  by  the  Hoard.  Further  conference* 
were  suggested  and  held  early  In  February  but  were  not  pro- 
ductive of  results  and  Hit-  hearing  continued  February  1" 

The  only  defense  for  Itx  policy  brought  forth  by  the  road 
at  these  hearings  was  Its  financial  Inability  to  pay  the  wages 
ordered  by  decision  No.  2,  and  the  Board  In  its  decision  after 
this  hearing  ruled  that  It  had  no  jurisdiction  over  the  matter 
since  there  had  been  no  conference  regarding  the  justness  and 
reasonableness  of  the  wages  In  dispute.  Thereupon,  the  road 
announced  a  cut  In  the  wages  of  unskilled  labor,  effective  March 
1,  and  the  Board,  In  a  resolution  dated  March  12,  re-assumed 
jurisdiction  over  the  matter  and  ordered  hearings  to  commence 
on  March  21. 

On  February  25,  on  petition  of  several  creditors,  B.  L.  Bugg, 
former  president  of  the  road,  was  appointed  receiver  for  the 
road,  and  It  was  he  who  received  permission  from  the  federal 
court  to  continue  the  lower  wage  schedule.  Meanwhile  those 
affected  by  the  wage  reduction  had  gone  on  strike,  which  strike 
has  never  reached  a  definite  settlement.  The  present  decision 
comes  as  a  result  o  fthe  hearings  which  were  held  beginning 
March  21  and  continuing  for  several  days.  The  position  taken 
by  the  A.  B.  &  A.  was  that  In  fixing  the  wages  of  his  employes, 
respondent  was  acting  under  authority  of  the  United  States 
District  Court,  from  which  he  received  his  appointment  as  re- 
ceiver, and  of  which  he  is  an  officer. 

"The  Labor  Board  finds,"  said  the  decision,  "that  the  re- 
ceiver in  reducing  wages  by  authority  of  the  court  Instead  of 
referring  the  dispute  to  the  board,  has  proceeded  contrary  to 
its  interpretation  of  the  transportation  act,  1920. 

"The  board  believes  that  the  exigencies  of  the  case,  and 
a  misunderstanding  of  decision  No.  89,  led  the  court  into  an 
error  in  assuming  jurisdiction  and  authorizing  the  receiver  to 
reduce  wages  instead  of  directing  the  receiver  to  comply  with 
decision  No.  89. 

"The  action  of  the  court  is  regrettable,  since  it  has  resulted 
in  a  strike,  injurious  alike  to  the  Atlanta,  Birmingham  &  At- 
lantic Railway  Company,  its  employes,  and  the  region  served 
by  it,  in  which  situation  the  Labor  Board  is  powerless  to  act 
effectively  so  long  as  the  court  differs  from  the  Labor  Board  in 
its  interpretation  of  the  transportation  act. 

"Assuming  the  correctness  of  the  Labor  Board's  conclusion 
that  the  receiver  was  subject  to  the  board's  jurisdiction  and 
that  he  violated  the  transportation  act  in  reducing  wages,  there 
remains  the  question  whether  the  petitioners  also  violated  the 
act. 

"While  the  Labor  Board  appreciates  the  provocation  to 
which  the  employes  were  subjected  by  reason  of  the  receiver's 
action,  nevertheless,  the  board  cannot  condone  what  in  itself 
was  a  wrongful  act  on  the  part  of  the  employes.  It  was  their 
duty,  on  learning  that  the  receiver  would  not  join  in  referring 
the  dispute  to  the  Labor  Board,  but  insisted  in  putting  the  wage 
order  into  effect,  to  themselves  refer  the  wage  dispute  to  this 
board. 

"The  complication  resulting  from  the  strike  and  the  replace- 
ment of  former  employes  by  others  now  working  at  a  reduced 
rate,  are  such  that  the  Labor  Board  believes  there  is  nothing 
to  be  gained  at  the  moment  by  requesting  the  court  to  recall 
its  order  of  February  28,  and  to  direct  a  reinstatement  of  the 
former  employes.  It  does,  however,  request  that  the  court  di- 
rect the  receiver  to  confer  with  the  petitioners  upon  the  ques- 
tion as  to  what  constitutes  a  Just  and  reasonable  wage  for  the 
employes  on  the  railroad,  taking  into  consideration  all  factors 
set  forth  in  section  307  of  the  transportation  act,  1920.  and  upon 
other  questions  involved,  and,  in  case  of  disagreement,  to  sub- 
mit the  dispute  to  this  board  for  decision. 

"The  Labor  Board  also  requests  the  petitioners  to  attempt 
again  to  confer  with  the  receiver  regarding  the  Justness  and 
reasonableness  of  the  wages  and,  in  case  of  failure,  to  agree  to 
submit  the  dispute  to  this  board  for  decision. 

"However,  as  the  United  States  District  Court  of  the  North- 
ern District  of  Georgia,  Northern  Division,  is  exercising  juris- 
diction in  regard  to  the  matter  of  wages  for  the  employes.  It 
is  decided  by  the  Labor  Board  that  in  order  to  prevent  a  con- 
flict in  jusisdiction.  it  will  take  no  further  action  In  the  matter 
until  the  court  shall  approve  or  deny  this  board's  requests 
herein." 

St   Louis-Southwestern    Decision 

The  Labor  Board,  April  18,  handed  down  Its  decision  on  the 
wage  cut  of  maintenance  of  way  employes  on  the  St.  Louis-South- 
western Railroad,  finding  that  the  railroad  had  violated  decision 
No.  2.  This  road,  by  means  of  abolishing  specific  positions  and 
re-employing  the  men  on  a  "bid-and-contract"  basis  to  do  the 
same  work,  reduced  the  wages  of  unskilled  labor  and  declared 
that,  since  this  arrangement  was  by  contract,  a  form  of  agree- 
ment, there  was  no  violation  of  the  decision.  The  board  found, 
however,  that  this  was  not  "in  good  faith  but  as  a  device  to  evade 
the  obligations  of  decision  No.  2,  and  that  as  to  track  foremen 
and  track  laborers  the  carrier  has  very  simply  and  directly  vio- 
lated decision  No.  2."  The  road  Is  ordered  to  restore  previous 
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rates  of  pay  and  working  conditions  and  to  reinstate  the  dis- 
charged employes. 

Wage  Reduction  Hearing 

When  the  hearing  on  wage  reductions  was  called  to  order 
by  Chairman  Barton  of  the  Labor  Board,  April  18,  it  was  an- 
nounced that  the  26  roads  which  had  been  mentioned  in  the  reso- 
lution of  April  1  had  swelled  in  number  to  93,  and  included  prac- 
tically all  the  important  railroads  of  the  country.  The  morning 
session  was  given  over  chiefly  to  arguments  by  the  labor  leaders 
expressing  their  views  as  to  why  the  incomplete  board  could  not 
legally  sit  on  the  matter  of  wage  reductions  and  why,  if  it  was  de- 
termined to  do  so,  more  than  eight  hours  should  be  given  to 
each  side  for  the  presentation  of  oral  testimony. 

L.  E.  Shepard,  president  of  the  Order  of  Railway  Conduct- 
ors, and  speaking  for  the  sixteen  railroad  organizations  in  the 
A.  F.  of  L.,  read  a  letter  in  which  he  said  he  had  been  "instruct- 
ed to  object  to  further  hearing  of  the  disputes  until  such  time 
as  the  three  recent  appointees  shall  have  been  confirmed  by  the 
U.  S.  Senate,  and  shall  have  arranged  to  be  present  so  that  they 
may  hear  all  of  the  testimony  and  arguments  which  may  be  pre- 
sented." In  addition  to  these  three,  Albert  Phillips,  labor  mem- 
ber, was  also  absent. 

Railroad  representatives  objected  neither  to  the  hearing  of 
the  case  before  the  five  members  present  nor  to  the  limitation  of 
time.  J.  G.  Walber,  secretary  of  the  bureau  of  information  of 
the  eastern  railroads,  who  had  been  designated  by  these  lines  as 
their  general  representative,  said  the  eastern  roads  had  spent 
Ihree  days  at  work  abbreviating  their  testimony  and  were  pre- 
pared to  accept  the  three  hours  allowed  them  as  sufficient  time. 
The  railroads,  he  said,  took  the  position  that  these  proceedings 
were  a  matter  of  extreme  emergency  and  were  willing  to  do  all 
in  their  power  to  hasten  them. 

At  the  opening  of  the  afternoon  session,  Chairman  Barton  an- 
nounced that  the  members  of  the  board  were  satisfied  that  they 
had  the  legal  right  to  go  ahead  with  the  hearing  since  all  the 
documents  would  be  available  to  the  absent  members  and  all 
oral  testimony  would  be  a  matter  of  record. 

The  labor  leaders  won  their  argument  for  more  time,  how- 
ever, it  being  announced  that  five  days  of  five  hours  each  would 
be  allowed  each  side,  with  a  week's  recess  between  the  presenta- 
tion of  the  railroads'  case  and  that  of  the  workers.  An  additional 
week  will  then  be  allowed  for  rebuttal  on  both  sides. 

Mr.  Walber  then  took  up  his  presentation. 

"It  is  common  knowledge  that  about  July  1,  1920,  prices  of 
commodities  entering  into  the  cost  of  living  began  to  recede,"  he 
said,  "also  that  the  falling  off  in  the  demand  for  commodities 
generally  began  to  be  reflected  in  curtailment  of  the  forces  and 
reductions  in  wages  paid  in  other  industries.  This  situation  be- 
came more  and  more  pronounced  toward  the  end  of  the  year, 
and  has  been  continuing  steadily  up  to  the  present  time.  These 
conditions  contributed  to  adjustment  in  the  scales  in  other 
industries. 

"The  latest  figures  available  from  the  Department  of  Labor 
are  for  the  period  ending  December,  1920,  while  the  National 
Industrial  Conference  Board  has  compiled  its  figures  to  March, 
1921.  By  reference  to  the  declines  from  the  peak  (July,  1920, 
when  the  present  wages  were  fixed),  to  December,  1920,  as  shown 
by  these  tables,  it  will  be  observed  that  the  Department  of 
Labor  statistics  indicate  a  decline  in  the  cost  of  living  of  7.4 
per  cent,  and  the  figures  of  the  National  Industrial  Conference 
Board  a  decline  of  7.1  per  cent.  The  decline  to  March,  1921, 
according  to  figures  of  the  National  Industrial  Conference  Board, 
is  17  per  cent,  and  if  the  Department  of  Labor  figures  for  March, 
1921,  were  available  it  is  reasonable  to  assume  that  the  similarity 
in  the  results  obtained  by  both  organizations  would  have  con- 
tinued." 

In  substance  the  exhibits  filed  by  Mr.  Walber  showed  that 
when  the  present  railway  wages  were  fixed  in  July,  1920,  the 
cost  of  living  was  104.50  per  cent  more  than  it  was  in  1914,  while 
in  March,  1921,  it  was  only  about  G7  per  cent  more  than  in  1914, 
and  is  still  declining.  These  exhibits  also  indicated  that  the  aver- 
age railway  wage  per  annum  is  now  about  133  per  cent  more 
than  it  was  in  1914. 

Elisha  Lee,  vice-president  of  the  Pennsylvania  System,  pre- 
sented the  case  for  his  road,  repeating  in  part  the  arguments  of 
Mr.  Walber  as  to  the  reductions  in  the  cost  of  living  and  giving 
a  number  of  -statistics  on  wages  in  other  industries  collected  by 
his  road. 

"In  arriving  at  the  amount  of  reductions  we  requested  the 
employes  to  accept,"  he  said,  "exhaustive  studies  were  made  of 
the  cost  of  living  and  the  rates  paid  in  outside  industries  located 
along  the  Pennsylvania  System.  In  connection  with  the  reduc- 
tions we  desire  to  make  in  the  cases  of  maintenance  of  way  and 
structures  and  unskilled  forces,  shop  employes  and  freight  han- 
dlers, we  direct  the  board's  attention  to  the  fact  that  we  have 
recommended  that  rates  of  pay  proposed  be  varied  territorially 
according  to  the  rates  paid  generally  in  the  territories  in  ques- 
tion. In  the  case  of  certain  signal  department  employes  and  shop 
employes  we  also  propose  certain  spreads  of  rates  for  the  vari- 
ous crafts  varying  with  the  skill  required  for  the  particular  oper- 
ation performed. 


"We  further  call  the  attention  of  the  board  to  the  fact  that 
prior  to  1918  the  spread  of  rates  on  the  railroads  for  shop  em- 
ployes was  very  much  greater  than  it  is  at  present  and  attach 
an  exhibit  which  shows  the  spread  of  rates  on  the  Pennsylvania 
System  prior  to  1918  as  compared  with  now.  It  is  the  desire  of 
the  management  eventually  to  expand  the  differentials  recom- 
mended and  adjust  all  of  their  rates  in  accordance  with  the  skill 
required  and  with  respect  to  conditions  in  the  territories  where 
these  rates  are  applied. 

"We  desire  to  call  particular  attention  to  the  studies  made 
of  wages  paid  in  outside  industries,  which  is  the  result  of  a  study 
of  1,235  plants  and  covers  155,000  employes,  or  approximately 
three  times  as  many  employes  as  in  these  trades  on  the  Penn- 
sylvania System.  This  exhibit  clearly  shows  that  the  preponder- 
ing  rates  paid  in  outside  industries  are  generally  below  those  pro- 
posed in  the  carriers'  submission  and  in  addition,  it  is  shown  that 
there  have  been  further  reductions  since  the  information  was 
first  obtained." 

The  exhibit  referred  to  showed  that  in  comparison  with  the 
prevailing  rate  of  85  cents  an  hour  now  being  paid  by  Pennsyl- 
vania System  to  shop  employes  and  62  cents  an  hour  to  helpers, 
the  weighted  average  rates  of  pay  in  1,235  outside  industries  for 
similar  work  are  as  follows: 

Weighted 

Number  average  rate 

ol  men.  Occupation.  per  hour. 

51,586  Machinists     64.7  cents 

4,536  Blacksmith     66.1  cents 

10,271  Boilermakers     G4. 3  cents 

7,364  Sheet  metal  workers    65.8  cents 

6,296  Electrical   workers.   $1 60.9  cents 

3,247  Electrical  workers,    $2 61.9  cents 

23,198  Carmen      60.9  cents 

10,870  Moulders 70.0  cents 

38,138  Helpers 49.4  cents 

The  U.  S.  Railroad  Labor  Board  spent  the  most  of  April  19 
listening  to  statistics.  These  covered  everything  from  the  alleged 
drop  in  the  cost  of  living  to  the  monthly  deficits  of  various  roads 
and  were  taken  from  various  sources,  including  th(>  Interstate 
Commerce  Commission,  the  Department  of  Labor,  the  Bureau 
of  Railroad  Economics,  and  the  investigations  of  individual  rail- 
roads. 

Representatives  of  western  carriers  expressed  views  regard- 
ing the  necessity  for  a  reduction  in  railroad  labor  that  differed 
in  detail  but  agreed  in  that  they  all  stressed  the  present  emerg- 
ency and  the  necessity  for  immediate  action.  J.  W.  Higgins, 
executive  secretary  of  the  Association  of  Western  Railways, 
represented  the  western  carriers  as  a  whole.  A  difference  of 
opinion  developed  at  the  morning  session  between  Mr.  Higgins 
and  A.  O.  Wharton,  labor  member  of  the  board,  Mr.  Wharton  in- 
sisting that  a  comparison  of  hourly  labor  prices  of  1917,  when 
the  standard  day  was  ten  hours,  and  1920,  when  it  was  eight, 
was  improper.  Mr.  Higgins  pointed  put  that  the  wage  increases 
under  decision  No.  2  were  properly  hourly  wage  increases  since 
the  eight  hour  day  had  been  in  effect  long  before  its  effective 
date. 

Among  the  facts  brought  out  by  H.  A.  Sargeant,  for  the 
Chicago  &  North  Western,  and  W.  M.  Jeffers,  for  the  Union 
Pacific,  was  that  employers  of  labor  along  the  lines  of  these  roads 
have  complained  that  the  high  prices  paid  for  labor  by  the  rail- 
roads have  had  much  to  do  with  the  discontent  of  the  men  in 
other  lower-paying  industries. 

Fitzgerald  Hall,  general  counsel  for  the  Nashville,  Chatta- 
nooga &  St.  Louis  Railway,  eompared  the  prices  paid  to  skilled 
workers  in  other  industries  with  those  paid  for  the  common 
labor  on  his  road.  He  said  that  post-office  clerks  in  Chattanooga 
receive  a  maximum  of  $125  a  month,  skilled  clerical  workers 
$114  a  month,  while  colored  female  window  washers  on  his  rail- 
road and  unskilled  car  cleaners  received  $120  and  $150  a  month, 
respectively. 

Doctor  C.  P.  Neill,  general  manager  of  the  Bureau  of  In- 
formation of  the  Southeastern  Railways,  appeared  for  the  South- 
eastern carriers  not  otherwise  represented. 

A  heavy  volume,  prepared  by  the  American  Federation  of 
Labor's  bureau  of  research,  entitled,  "Human  Standards  and  Rail- 
way Policy,"  was  filed  as  a  brief  by  W.  Jett  Lauck,  consulting 
economist  of  the  railway  employes'  department.  In  presenting 
this  exhibit  Mr.  Lauck  repeated  the  charges  previously  made  by 
labor  representatives  to  the  effect  that  railroad  policies  are  dic- 
tated by  a  capital  combine  consisting  of  12  of  the  largest  finan- 
cial institutions  in  New  York  City,  which  he  charged  had  repre- 
sentatives on  the  boards  of  directors  of  92  of  the  class  I  rail- 
roads. It  is  also  charged  that  "the  industrial  paralysis  which 
has  staggered  America  is  capital  on  strike  against  society,"  and 
that  it  is  intended  that  "the  capital  strike  shall  go  on  until  labor 
comes  to  its  knees  and  consents  to  sweeping  reductions  in  wages, 
and  also  consents  to  surrender  its  rights  to  bargain  collectively 
on  a  scale  co-extensive  with  the  organization  of  railroad  em- 
ployers." 

The  two  main  points  stressed  by  railroad  representatives  in 
closing  their  arguments  for  wage  reductions  before  the  Labor 
Board,  April  20,  were  the  financial  inability  of  some  of  the  hitherto 
prosperous  roads  to  meet  impending  tax  and  interest  obligations, 
and  the  impossibility  of  dealing  with  the  union  men  in  confer- 


April  23,  1921 


Till'    TRAFFIC    WORLD 


877 


ence  on  account  of  orders  given  them  by  their  national  officers 
not  lo  enter  Into  any  agreements  whatsoever. 

W.  G.  Blerd,  president  of  the  Chicago  A  Alton,  told  the  board 
about  his  road's  inability  to  meet  Its  fuel  bills  and  the  $760,000 
Illinois  lax  assessment,  which  falls  due  May  1.  "There  are  only 
two  ways  out,"  he  said,  "a  decrease  In  the  payroll,  to  prevent 
pax  checks  KOing  out  for  which  there  is  no  money,  or  a  decrease 
in  the  proportional  percentage  rate  of  pay  of  every  employe  on 
I  he  road." 

Mr.  Bierd  said  his  proposition,  as  put  up  to  the  employes  In 
^inference,  contained  the  stipulation  that  if  the  wages  agreed 
on  should  hi'  higher  than  those  the  board  might  award,  he  would 
allow  them  to  continue  for  a  year.  On  the  other  hand,  should 
they  be  lower,  the  higher  rates  stipulated  by  the  board  would 
immediately  be  put  into  effect.  "So,"  he  continued,  "they  had 
all  to  gain  and  nothing  to  lose,  but  they  would  not  even  join 
us  In  our  submission  to  the  board." 

H.  T.  Dick,  general  counsel  for  the  Chicago  &  Eastern 
Illinois,  said  that  living  costs  had  declined  in  the  territory  adja- 
cent to  the  lines  of  his  road  from  13  to  63  per  cent,  the  general 
average  being  35  per  cent,  since  July,  1920. 

B.  M.  Jewell,  president  of  the  railway  employes'  section  of 
the  A.  F.  of  L.,  introduced  an  exhibit  which  had  been  originally 
prepared  for  use  in  the  rules  and  regulations  case,  which  he  said 
showed  conclusively  that  the  railroads  were  wasting  $578,000,000 
per  year  through  inefficient  management.  He  added  that  addi- 
tional waste,  of  which  no  evidence  could  be  obtained,  would 
probably  bring  this  figure  up  to  $1,000,000,000. 

The  hearing  adjourned  until  April  28.  when  the  labor  leaders 
will  begin  presenting  their  case. 

Labor  Board   Hearing   Postponed 

Resumption  of  the  hearing  on  rules  and  regulations  which 
was  scheduled  to  take  place  before  the  Labor  Board,  April  25, 
has  been  postponed  so  as  to  allow  those  conducting  the  workers' 
side  of  the  wage  reduction  case  sufficient  time  to  examine  data 
submitted  by  the  railroads  before  the  hearing  on  that  question 
reopens,  April  28. 

Roads  Like  Labor  Decision 

"Railway  executives  feel  that  the  interests  of  industry  and 
the  entire  public  will  be  furthered  by  the  decision  of  the  United 
States  Railroad  Labor  Board  terminating  the  so-called  national 
agreements  by  July  1  and  remanding  the  question  of  proper 
rules  and  working  conditions  to  direct  negotiations  between  each 
carrier  and  its  own  employes,"  said  Thomas  DeWitt  Cuyler, 
chairman  of  the  Association  of  Railway  .Executives. 

"This  decision  recognizes  the  two  fundamental  principles  to 
efficient  and  economical  railway  operation,  namely: 

1.  That  it  should  not  he  governed  by  ri^id  and  uniform  rules  for 
the  country  as  a  whole,  regardless  of  wide  local  variations  and  condi- 
tions; and, 

2.  That  it  is  essential  that  direct  relations  be  re-established  be- 
tween each  railroad  and  its  own  employes. 

"However,  the  public  must  bear  in  mind  that  the  proper 
outcome  is  not  yet  wholly  assured.  It  is  still  necessary  that 
the  negotiations  between  each  railroad  and  its  own  employes 
shall  result  in  rules  and  working  conditions  which  are  conducive 
to  efficient  and  economical  operation.  In  order  to  accomplish 
this  it  will  be  necessary  to  discard  many  of  the  practices  insti- 
tuted during  the  war  period  in  order  that  we  may  get  back 
something  like  fair  productivity  of  many  classes  of  railroad 
employes. 

"Advices  from  all  parts  of  the  country  indicate  that  men 
in  every  walk  of  life  have  been  profoundly  impressed  with  the 
wrongfulness  and  wastefulness  of  many  of  these  practices,  and 
this  public  opinion  must  support  the  railways  in  the  course  of 
their  negotiations  with  their  employes  if  the  final  outcome  is 
to  make  for  the  utmost  gain  in  efficient  and  economical  opera- 
tion. 

"I  can  safely  say,  on  behalf  of  all  the  railroad  companies, 
that  they  desire  nothing  unreasonable.  With  compliance  on  all 
sides  with  the  spirit  and  intent  of  the  decision  of  the  Railroad 
Labor  Board,  we  should  be  at  the  beginning  of  substantially 
better  and  more  efficient  working  conditions  on  the  railroads. 

"It  is  quite  necessary  that  the  atmosphere  of  suspicion  and 
irritation  be  dispelled  as  it  is  to  achieve  any  other  result.  I 
am  sure  that  every  railroad  management  most  earnestly  hopes 
that  at  the  conferences  to  be  undertaken  as  a  result  of  this 
decision  of  the  Railroad  Labor  Board,  there  will  grow  a  better 
feeling  and  a  renewed  determination  to  make  the  American 
transportation  service  an  effective  instrument  for  the  promotion 
of  our  national  prosperity." 

Short  Line  Accomplishments 

A  review  of  all  that  has  been  accomplished  by  the  American 
Short  Line  Railroad  Association  to  protect  its  member  roads 
in  the  various  wage  and  agreement  controversies  before  the 
U.  S.  Railroad  Labor  Board  is  contained  in  a  letter  sent  by  the 
association  to  the  members  of  its  labor  department.  The  letter 
gives  a  history  of  these  disputes  and  shows  how  the  interests 
of  the  short  lines  have  been  guarded  by  the  association  at  vari- 
ous times.  The  various  moves  throughout  and  subsequent  to 
the  hearing  of  the  short  line  case,  the  decision  on  which,  banded 


down  by  the  board,  Man  h  27,  la  regarded  M  a  victory  for  in* 
short   linen,  are  pointed   mil 

The  elTortH  made  by  the  association  to  protect  thone  of  th«- 
short  lines  that  happonfd  to  be  memb<TH  of  the  AMociatlon  of 
Railway  Executives  and  were,  therefore,  Included  In  dfdston 
No.  2,  the  wage  Increase  decision,  have  been  filed  with  the  board 
as  a  brief,  which  was  quoted  in  The  Traffic  World,  April  9.  p. 
769.  "We  are  BO  strongly  convinced  of  the  correctness  and 
soundness  of  our  position,"  said  the  letter,  "that  our  labor  de- 
partment Is  resolved  to  carry  the  matter  Into  the  courts,  If 
necessary,  which  may  mean  that  we  will  be  leading  the  way  In 
solving  the  present  dilemma  of  the  trunk  roadn  by  showing  the 
illegality  of  decision  No.  2." 

R.  R.  A.  NEEDS  $400,000,000 

Tht  Traffic  World  Washington  Bureau 

In  the  course  of  a  speech  In  the  House,  April  19,  by  !(• 
sentative  Fess  on  the  subject  of  taxation  and  federal  revenues. 
Chairman  Good,  of  the  House  appropriations  committee.  Inter- 
jected a  remark  that  he  had  been  advised  by  the  Director-Gen- 
eral "that  we  owe  approximately  $400,000,000,  growing  out  of 
the  26  months  of  federal  operation  of  the  railroads  alone,  that 
will  have  to  be  paid  by  direct  appropriation  out  of  the  treasury 
of  the  United  States." 

This  remark  of  Chairman  Good  was  based  on  a  rough  esti- 
mate of  the  additional  amount  that  may  be  required  by  the 
Railroad  Administration  to  liquidate  the  affairs  of  federal  con- 
trol. A  study  is  now  being  made  by  the  officials  of  the  Rail- 
road Administration  to  determine  as  nearly  as  possible  how 
•much  more  additional  money  will  have  to  be  appropriated  by 
Congress  to  enable  the  Railroad  Administration  to  settle  with 
the  railroads.  The  amount  to  be  appropriated  may  be  less  or 
may  be  more  than  $400,000,000,  it  was  said. 

In  April,  1920,  Director-General  Hines,  in  his  last  request 
for  an  appropriation  for  the  Railroad  Administration,  estimated 
that  an  appropriation  of  $420,000,000  would  enable  the  Ad- 
ministration to  liquidate  its  claims. 

Very  few  claims,  however,  at  that  time  had  been  filed  by 
the  railroad  companies.  In  fact,  few  claims  were  filed  in  1920. 
But  now  a  large  number  of  claims  have  been  filed  and  the 
amounts  asked  are  in  excess  of  what  the  government  had  an- 
ticipated. Many  claims  are  yet  to  be  filed  and  officials  of  the 
Railroad  Administration  point  out  that  if  all  the  claims  are  in 
proportion  to  those  already  filed  the  appropriation  which  was 
made  available  by  the  last  Congress  will  not  be  sufficient 
to  meet  them,  or  even  a  part  of  the  total  sum  claimed.  The 
last  Congress  made  an  outright  additional  appropriation  of  $300,- 
000,000  for  the  Railroad  Administration  but  made  such  provision 
for  the  use  of  other  funds  that  the  Administration  got  an  amount 
substantially  equal  to  what  Mr.  Hines  asked  foi-. 

According  to  a  statement  made  by  Chairman  Good  in  his 
report  to  the  House  in  1920  when  the  $300,000,000  appropriation 
was  made,  a  total  of  $1,780,000,000,  including  the  $300,000,000, 
had  then  been  appropriated  for  the  Railroad  Administration.  At 
that  time  Chairman  Good  also  estimated  that  the  net  loss  to 
the  government  as  the  result  of  federal  operation  of  the  rail- 
roads would  be  approximately  $1,375,000,000. 


PAYMENTS  TO  CARRIERS 

The  Traffic  World  Washington  Bureau 

From  July  1,  1919,  to  March  31,  1921,  the  Treasury  Depart- 
ment paid  out  a  total  of  $1,629,659.461.71  to  the  railroads  on 
account  of  federal  control  and  under  the  transportation  act. 
according  to  a  statement  of  expenditures  issued  by  the  Treasury. 
From  July  1,  1919,  to  June  30,  1920,  the  total  payments  amounted 
to  $1,036,672.157.53,  and  from  July  1,  1920,  to  March  31,  1921, 
$592,987,304.18. 

The  Treasury  has  paid  $100,000  to  the  Rio  Grande  Southern 
Railroad  Company  on  a  partial  payment  certificate  issued  by  the 
Commission. 

The  Commission  has  issued  partial  payment  certificates  to 
the  Detroit,  Toledo  &  Ironton  for  $225,000;  to  the  New  York. 
Ontario  &  Western  for  $600,000.  and  to  the  St.  Joseph  &  Grand 
Island  Railway  Company  for  $155,000. 

Issuance  of  the  following  partial  payment  certificates  was 
announced  by  the  Commission  April  15:  Louisville  &  Nashville. 
$4,750,000;  Atlantic  Coast  Line  and  Louisville  &  Nashville,  as 
joint  lessees  of  Georgia  Railroad,  $300,000;  Klnston  Carolina 
Railroad,  $1.500. 

The  Commission  has  issued  partial  payment  certincates  t 
the  Long  Island  Railroad  Company  for  $450,000  and  to  the  Rio 
Grande  Southern  Railroad  Company  for  $100.000. 

Additional  partial  payment  certificates  Issued  by  the  Com- 
mission and  announced  "April  20  follow:  New  York.  Phila- 
delphia &  Norfolk,  $300.000;  Louisville  &  Wadley  Railroad  Com- 
pany $6.500.  A  certificate  for  $5.567.58  was  issued  to  the  Caro- 
lina &  Yadkin  River  Railway  Company  for  reimbursement  of  its 
deficit  under  section  204  of  the  transportation  act.  The  total 
amount  due  the  carrier  was  placed  at  $16,500,  but  the  company's 
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indebtedness   to   the   government    was    $10,932.42,    making   only 
$5,567.58   actually   payable. 

Additional  partial  payments  under  the  guaranty  made  by 
the  Treasury  follow:  Detroit,  Toledo  &  Ironton,  $225,000;  New 
York,  Ontario  &  Western,  $600,000,  and  St.  Joseph  &  Grand 
Island,  $155,000. 


ARIZONA  RATE  CASE 

The  Traffic  World  Washington  Bureau 

Argument  in  the  Arizona  intrastate  rate  case,  which  re- 
sulted from  the  refusal  of  the  Arizona  Corporation  Commission 
to  grant  the  applications  of  the  carriers  operating  in  that  state 
to  increase  passenger  fares  20  per  cent  and  freight  rates  25 
per  cent,  was  heard  by  the  Commission  April  21.  The  issues 
in  the  case  are  identical  with  those  in  the  intrastate  cases  here- 
tofore decided  by  the  Commission.  E.  W.  Camp  and  J.  R.  Bell 
appeared  In  behalf  of  the  carriers  and  John  E.  Benton,  general 
solicitor  for  the  state  commissions,  and  Amos  A.  Belts,  mem- 
ber of  the  Arizona  commission,  appeared  for  the  state  com- 
mission. 

The  action  of  the  Arizona  commission  in  denying  all  in- 
creases, counsel  for  the  railroads  said,  has  reduced  their  reve- 
nue by  at  least  $1,270,000  annually.  It  has  further  disturbed 
formerly  maintained  and  presumably  the  proper  relationship  of 
state  and  interstate  rates  to  the  undue  prejudice  and  disad- 
vantage of  every  person  who  employs  the  petitioning  carriers 
in  interstate  traffic,  either  passenger  or  freight,  counsel  con- 
tended. 

Counsel  for  the  Arizona  commission  said  the  carriers  had 
refused  to  make  a  showing  before  the  state  commission  of  the 
reasonableness  of  existing  interstate  or  intrastate  rates  and 
that  they  should  be  required  to  comply  with  the  law  of  Arizona 
governing  the  regulation  of  rates.  The  state  commission  also 
contends  that  the  transportation  act  is  unconstitutional  in  that 
it  attempts  to  regulate  intrastate  commerce. 


STATE  CASES  IN  SUPREME  COURT 

The  Traffic  World  Washington  Bureau 

The  motion  to  advance  the  New  York  intrastate  passenger 
fare  case  in  the  United  States  Supreme  Court,  filed  by  John  E. 
Benton,  general  solicitor  for  the  National  Association  of  Railway 
and  Utilities  Commissioners,  on  behalf  of  the  attorney-general 
of  New  York,  was  granted  by  Chief  Justice  White,  April  18,  and 
the  case  was  set  for  oral  argument  October  10.  Under  this 
ruling  the  case  will  come  up  immediately  after  the  court  con- 
venes in  October.  Oral  argument  could  not  be  heard  at  this 
term  of  the  court  because  the  full  time  of  the  court  will  be  taken 
up  by  other  cases  already  assigned. 

This  action  of  the  court  means  that  all  the  intrastate  cases 
which  may  reach  the  court  will  go  over  until  the  fall  term  for 
consideration.  It  is  barely  possible  that  the  court  may  decide 
the  Wisconsin  intrastate  passenger  fare  case,  which  has  been 
argued,  before  adjournment  for  the  summer  is  taken  in  June. 
On  the  other  hand,  it  is  pointed  out  that  the  court  may  hold  up 
that  case  until  argument  has  been  heard  in  the  related  cases. 


NEW  YORK  RATES  ON  CRUSHED  STONE 

The  New  York  commission  has  ordered  the  carriers  to 
cancel  all  the  intrastate  tariffs  on  sand,  gravel,  rock,  crushed 
stone  and  slag  which  were  published  after  the  promulgation 
of  Ex  Parte  74,  and  which  increased  the  intrastate  rates  on 
these  commodities  40  per  cent.  The  decision  is  the  result  of 
suspension  orders  at  the  hearings  in  which  the  proposed  rates 
were  vigorously  opposed  by  the  producers,  represented  by  N.  D. 
Chapin,  traffic  manager  for  the  Syracuse  Chamber  of  Commerce. 

In  the  decision  the  state  commission  takes  the  carriers  to 
task  for  not  adjusting  the  rates  on  these  low  grade  commodities 
as  promised  at  the  hearings  on  the  general  Ex  Parte  74  increase 
proceedings.  It  points  out  that  78  per  cent  of  the  total  produc- 
tion of  these  commodities  is  used  in  the  construction  of  public 
highways  and  streets,  and  that  while  the  selling  price  ranges 
from  42  cents  to  $1.41  per  ton,  the  freight  rates  as  paid  in  1919 
were  often  considerably  higher  than  these  values.  The  fact  that 
shipment  is  usually  made  in  open  top  cars  in  the  direction  op- 
posite to  the  coal  movement,  thus  reducing  the  empty  car  mile- 
age, is  also  taken  into  consideration,  as  is  also  the  fact  that  the 
movement,  totaling  approximately  25,000  cars  per  year  takes 
place  entirely  between  the  months  of  April  and  November  when 
the  coal  movement  is  slightest. 

A  number  of  the  producers  in  other  states  have  been  in- 
terested in  this  case  because  of  the  effect  of  the  increased  rates 
on  highway  construction  and  motor  truck  transportation. 

LOAN  TO   RANDOLPH  &  CUMBERLAND 
The  Randolph  and  Cumberland  Railway  Company  of  North 
arolina  has  applied  to  the  Commission  for  a  loan  of  $30  000 

n  nnnke  ,U£  *2,?'°00,  °,f  ?0t!9  maturlnS  M«y  1  and  approximately 
$7,000  of  floating  indebtedness. 


SHIP  WAGE  REDUCTIONS 

The  Traffic  World  Washington  Bureau 

"I  am  determined  as  ever  that  there  must  be  a  reduction 
in  wages  and  a  modification  of  rules  and  regulations  governing 
working  conditions,"  said  Admiral  Benson,  chairman  of  the 
Shipping  Board,  in  commenting  on  the  refusal  of  representatives 
of  employes  on  American  ships  to  accept  wage  reductions  pro- 
posed by  the  steamship  owners  and  operators. 

"The  employes  have  declined  to  accept  any  changes.  There 
must  be  further  negotiations  and,  if  possible,  we  want  to  avoid 
the  necessity  for  taking  arbitrary  action." 

Admiral  Benson  appeared  to  be  hopeful  that  the  representa- 
tives of  the  employes  would  consent  to  discuss  proposed  changes 
in  rates  of  pay  and  working  conditions.  The  present  agreement  s 
expire  May  1  and,  unless  some  settlement  is  reached,  there  is 
a  possibility  of  a  strike. 

As  far  as  the  Shipping  Board  is  concerned,  every  effort 
will  be  put  forth  to  avoid  a  strike,  but  officials  pointed  out 
that  a  strike  could  not  come  at  a  more  favorable  time,  if  it  has 
to  come,  because  of  the  depression  in  ocean  traffic. 


SHIPPING  BOARD  VACANCIES 

The  Traffic  World  Washington  Bureau 

Although  President  Harding  hoped  to  announce  the  nomi- 
nations for  the  Shipping  Board  early  this  week,  there  were  no 
indications  up  to  April  22  that  a  definite  conclusion  on  the 
nominations  had  been  reached.  There  were  rumors  that  James 
A.  Farrell,  president  of  the  United  States  Steel  Corporation, 
would  be  chairman  of  the  board,  and  other  rumors  that  he 
would  decline  to  accept  the  chairmanship.  It  was  said  at  the 
White  House  that  there  had  been  many  rumors  with  respect 
to  Mr.  Farrell,  but  there  was  no  confirmation  of  any  of  them. 

Several  new  names  in  connection  with  possible  nominees 
have  been  mentioned  in  the  last  week.  They  include  W.  A. 
Logan,  Republican,  of  Jacksonville,  Fla. ;  E.  C.  Plummer,  Re- 
publican, of  Bath,  Me.,  general  counsel  for  the  Atlantic  Carriers' 
Association;  James  C.  Talbert,  Democrat,  member  of  the  con- 
struction claims  board  of  the  Shipping  Board,  and  Charles  R. 
Piez,  of  Chicago,  formerly  with  the  Emergency  Fleet  Corpora- 
tion. 

Those  who  have  been  mentioned  heretofore  as  possible  ap- 
pointees include  former  Senator  Chamberlain  of  Oregon;  Meyer 
Lissner,  attorney  of  Los  Angeles,  who  has  the  backing  of  the 
California  delegation  in  Congress;  and  Frederick  I.  Thompson 
of  Mobile,  Ala.,  former  member  of  the  board  and  acting  as  one 
of  the  trustees  of  the  Emergency  Fleet  Corporation. 

In  the  recent  Shipping  Board  "slates"  the  name  of  Admiral 
Benson,  chairman  of  the  board,  has  not  appeared.  It  was 
believed  for  a  time  that  the  chairman  had  a  good  chance  of 
being  appointed  on  the  board  by  President  Harding.  It  is 
known  that  the  President  has  given  consideration  to  the  question 
of  appointing  Admiral  Benson  as  one  of  the  members. 


FREIGHTS  AND  CHARTERS 

(Issued  hy  the  1'nited  States  Shipping  Board) 
April   16 

The  freight  market  continues  inactive,  although  warehouses 
are  carrying  large  quantities  of  export  merchandise  needed  in 
foreign  countries,  but  which  are  held  up  until  the  establishment 
of  proper  credit  by  the  would-be  buyers. 

About  the  only  live  spot  in  the  tonnage  market  is  in  the 
Northwest  Pacific  where  sail  tonnage  has  recently  come  to  the 
front  as  a  result  of  a  revival  of  the  demand  for  lumber  carriers 
to  South  Africa  and  Australian  markets. 

Quotations  around  37s  6d  to  38s,  with  as  high  as  40s,  have 
been  mentioned  from  River  Plate  during  April,  but  there  has 
been  nothing  much  in  the  way  of  business. 

The  British  steamer  Carmarthenshire  has  just  sailed  from 
Galveston  with  a  mixed  cargo  of  cotton,  grain  and  general  mer- 
chandise for  German  ports.  Some  of  the  cotton  is  said  to  be 
consigned  to  Danzig. 

Charters 

Str.  Anson  S.  Brooks,  Galveston  to  Portland,  Ore.,  sulphur,  pri- 
vate terms;  April. 

Str.  Sedgepool  (Bi-.),  4,665  tons,  Portland,  Ore.,  to  Europe,  grain, 
private  terms:  April. 

Motor  Indien  (Dan.),  Portland,  Ore.,  to  United  Kingdom,  grain,  5.  Is. 
ralnTO  •AmlFB'  n°rth  1>aclflc  P°''ts  to  United  Kingdom  or  continent. 

£tr-  .15'lza^>eth  Brock  (Fr.).  2,275  tons,  a  gulf  port  to  River  Plato. 
lumber,  $28;  Paxisus,  April-May 

Str.  -  ,  35,000  quarters,  gulf  to  United  Kingdom.  7s;  April. 

C,tr'  -  •  *°jSS?  quarters,  grain,  gulf  to  United  Kingdom,  7s:  May. 
a.14  &  -  '  l0.  °  tons'  Vlr»?lnln  to  Gibraltar,  25s;  Malta,  30s:  Port 
Said.  35s;  prompt. 

tO  rnit 


™HHiar!t  J°hn  .Kna'  ?'™C  tons'  Mobile  to  San  Francisco,  cast  iron  pip.- 
andjlttings, Private^  terms:  April. 

Ir.,   647  tons.   New  York   to  Macoris,   brick,    I 


etc.. 


April  L':;.  1:11:1 
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Si  In.  (limn  ,^    Anderson  Bros.   (Hr.).  ;t78  toiiH.   HOB  ton  to  Manopla. 

CllI'VI.     ^rlnl.-H     .-;iul.n.     |ML\Mr     leMDS. 

April   18 

Tin-  decision  of  the  Interstate  Commerce  Commission  to 
reduce  freight  rates  on  grain  shipped  for  export  from  east  of 
the  Missouri  River  to  North  Atlantic  ports,  is  expected  to  stlmu- 
luie  shipments  of  grain  from  Atlantic  ports,  especially  Phila- 
delphia. Since  last  year  Gulf  ports  have  had  a  large  differ- 
ential in  their  favor  for  shipments  from  the  Missouri  River  dls- 
trirl,  and  the  result  has  been  the  virtual  elimination  of  Phila- 
delphia and  other  Atlantic  seaports  from  the  grain  export  field. 

It  is  reported  that  regular  service  to  Greek  ports,  which 
has  never  been  conducted  out  of  Galveston  and  Texas  City  in 
American  bottoms,  will  be  undertaken  at  once. 

The  Pacific  Westbound  Conference  has  placed  the  lumber 
rate  to  the  Orient  back  to  $10,  and  while  this  is  expected  to  be 
as  low  as  it  will  go  this  season,  there  is  not  much  business 
booking  at  this  rate. 

Shipping  tonnage  tied  up  at  Mobile,  excluding  sailing  ves- 
sels and  barges,  aggregates  approximately  114,000  net  tons,  and 
with  the  arrival  within  the  next  few  days  of  13  other  ships  now 
rn  route  to  that  port,  the  total  will  be  increased  to  about 
180,000  net  tons. 

The  charter  market  remains  the  same. 

April   19 

The  foreign  trade  balance  for  the  month  of  March  shows  a 
falling  off  in  the  volume  of  exports  and  an  increase  in  imports. 
A  part  of  the  diminution  of  the  total  value  of  exports  is  said 
to  be  due  to  a  reduction  of  prices  for  goods  intended  for  export. 

It  is  reported  that  the  chartering  of  vessels  for  the  move- 
ment of  bulk  cargoes  is  about  50  per  cent  under  the  1920  stand- 
Iard. 
The  demand  for  grain  tonnage  holds  good,  with  prices  for 
both  oats  and  heavy  grain  a  trifle  stiffer. 

Reports  indicate  that  foreign  buyers  are  more  active  in 
the  American  market.  There  are  more  real  orders  developing 
and  an  increasing  number  of  inquiries.  Rates  in  general  are 
running  firmer. 

In  European  trade  more  cargoes  offer  for  Scandinavia,  while 
Rotterdam  and  France  remain  quiet.  West  Italy  continues 
active,  but  few  actual  charters  have  been  made,  due  to  increased 
rates  asked  by  owners.  The  demand  for  River  Plate  continues, 
while  the  West  Coast  continues  quiet,  and  on  the  whole  the 
market  is  extremely  quiet. 

Charters 

Str.  Zimarodok  (Br.),  Montreal  to  Liverpool  or  London  and  British 
channel,  27.000  quarters  grain,  6s  9d  and  7s  if  two  ports:  April-May. 

Str.  Suveric  (Br.).  Virginia  to  St.  Vincent,  coal:  private  terms. 

Sir.  Salaoea  (Br.).  a  gulf  port  to  United  Kingdom,  30,000  quarters 
grain.  7s  lid:  April. 

Str.  Pennyworth  (Br.),  30,000  quarters  grain:  De  Larrinaga  (Br.), 
and  Kmhericos  (Greek),  a  gulf  port  to  United  Kingdom,  grain,  8s; 
April. 

Str.  Canadian  Ranger  (Br.),  a  gulf  port  to  W.  Italy,  31.000  quarters 
grain.  7s  Sd:  April. 

Str.  Tashmon,  2,174  tons,  Baltimore  to  Wybergr,  grain,  45c  per  100 
His. :  April. 

Str.  Mermen  (Nor.),  Montreal  to  United  Kingdom,  24,000  quarters 
Krain.  8s  6d:  April-May. 

Str.  Hollinside  (Br.),  Atlantic  Range  to  Hamburg.  21,000  quarters 
Krain.  21c  por  100  Ibs. 

Sch.  Horatio  A.  Stone.  Newport  News  to  Boston  or  Portland,  1,700 
tons  coal:  private  terms. 

April   20 

Aside  from  a  somewhat  better  inquiry  for  prompt  grain  and 
coal  carriers,  and  a  trifle  more  interest  in  time  charters,  the 
market  varies  little. 

Some  fixtures  have  been  reported  on  time  charter  basis,  6s 
having  been  paid  for  a  couple  of  steamers  for  about  12  months, 
delivery  in  Europe,  while  another  vessel  secured  8s  for  a  trans- 
atlantic round  trip  with  prompt  delivery  on  this  coast. 

It  is  said  that  lack  of  bunker  on  the  other  side  has  added 
to  the  obstacles  of  owners  who  have  been  fortunate  enough  to 
secure  westbound  cargo,  and  the  few  spot  boats  which  are  still 
available  are  holding  for  fancy  rates. 

Coal  requirements  are  chiefly  confined  to  prompt  loading, 
and  the  bulk  of  orders  are  to  Mediterranean  ports  and  to  Rio 
<ind  the  Plate.  One  or  two  fixtures  have  been  closed  to  West 
Italy  at  $6  per  ton  for  spot  loading  and  one  late  April  boat  was 
placed  at  $5.75  on  July  form  of  charter,  but  tonnage  generally 
is  holding  for  $6.25  or  better. 

French  Atlantic,  Holland  and  Belgium  continue  dormant, 
and  no  actual  coal  orders  have  developed  so  far. 

River  Plate  tonnage  is  in  good  demand  for  prompt  or  early 
May  loading  at  $6  or  $6.25  Welsh  form.  Several  fixtures  are  re- 
ported for  Rio  at  $5.75,  and  one  at  $6  on  Welsh  form.  Twenty- 
five  cents  per  100  Ibs.  has  been  offered  from  the  Gulf  to  Bor- 
deaux-Hamburg range.  From  Atlantic  ports  221/fcc  is  being  of- 
fered for  full  cargoes  to  Rotterdam,  Amsterdam  and  Antwerp, 
and  25c  to  Hamburg. 

Charters 

st.-amer  Artemis.  5,207  tons.  Atlantic  range  to  Rotterdam. 
VIMI  tons  coal,  part  cargo,  $5.75;  prompt. 


Steamer  Hroadavrn  (dr.).  S.HK  t..n».  Atlantic  raiure  to  iJi. 
PulmnK,  coal,  private  terms 

simmer  \Vc*terdlJk  (t>u.),  l.ttg  ton*.  Atlantic  ranic*  t.i  lll<.  or 
Plate.  eonl.  $6.76. 

Htramcr  Union  City  (Hr.).  2.81S  ton*.  Norfolk  to  Wo.  .  ,.«!. 
private  term*. 

Steamer  Houth  American  (Hr.).  1,399  ton*.  Haltlm....  t..  Callao. 
coke,  private  trrm*. 

Steamer    Kgrcmont,   6,2B«   ton*.   Atlantic    ranic"   to    We»t    Italy. 

c  "Hi.     $6. 

Steniner   Nora   Sarlali    (<!r.),    Atlantic    ranico    to    Itlo    i,r    Plate. 
coal.   $5.7R;   April. 

Steamer   .......  Hahlnc  to  PreMon.  milpliur.  M.RO;  April. 

Steamer  Kurt   Woerman   (Hr.).    I.  nil   ton*.  a  Kiilf  port  to   U     K 

ties,     UflM. 

Steamer*  Hindustan  (Hr).  28,000  quar.  «raln.  and  Ftyla  (Nor). 
19,000  quar.  grain.  Montreal  to  United  Kluirdom.  «*  M:  May. 

Steamer  Marldal  (Nor.).  Atlantic  ranife  to  I'anzlu.  22.000  quar. 
uraln.  28V&<:  per  100  lb».:  April. 

Steamer  Anaconda.  4,645  ton*.  Atlantic  range  to  TenerlfTe.  coal. 
$!>.5fl:  prompt. 

Steamer  Clan  Murdoch  (Hr.).  Philadelphia  to  Ronarlo. 
merchandise,  private  term*. 

Steam.  .  Celtic  Prince  (Hr.).  5.403  ton*.  Philadelphia  to  China. 
general  car»ro,  private  term*. 

Schooner  Catryhunk,  609  ton*.  Philadelphia  to  Ht.  John. 
N.  IV.  coal.  J.r..L'.V 

Schooner  Kleanor  Taylor,  604  ton*,  Philadelphia  to  Jack*on- 
villr,  coal,  private  term*. 

Schooner  M.  J.  Taylor  (Br).  Mobile  to  Trinidad,  lumber,  pri- 
vate term*,  and  back  to  Mobile  or  Gulfport.  Ml**.,  asphalt  In  bar- 
rels, $2.50.  j 


INQUIRY    INTO    PORT    CHARGES 

The  Tragic  World  Washington  Bnntu 

The  Commission,  by  an  order  put  out  April  21.  Instituted,  in 
Docket  No.  12681,  an  inquiry  into  the  reasonableness  and  pro- 
priety of  charges  by  common  carriers  for  wharfage,  handling. 
storage  and  other  accessorial  services  at  south  Atlantic  and 
Gulf  ports,  and  also  as  to  the  propriety  of  including  in  the  rates 
of  carriers  to  and  from  ports  the  cost  of  or  charges  for  such 
services,  with  a  view  to  prescribing  such  reasonable  and  proper 
rules,  charges  and  regulations  as  may  be  necessary.  The  in- 
vestigation is  really  an  inquiry  as  to  whether  all  ports  are  get- 
ting equal  treatment  from  the  railroads  or  whether  some  are 
preferred  above  others.  The  times  and  places  for  hearings  will 
be  announced  later.  The  Commission  will  be  glad  to  receive 
suggestions. 

It  Is  the  purpose  of  the  Commission  to  investigate  In  a 
broad  and  comprehensive  way  the  charges  of  carriers  for  serv- 
ices, the  nature  of  services  rendered  for  such  charges  and  the 
cost  thereof,  and  the  facilities  employed  by  carriers  In  rendering 
such  services;  also  to  endeavor  to  gather  information  for  com- 
parative purposes  as  to  similar  charges,  costs,  services,  and 
facilities  of  water  terminals  at  the  ports  in  question  that  are 
not  owned,  controlled,  or  operated  by  the  carriers.  The  Com- 
mission will  also  inquire  into  the  propriety  of  absorptions  of 
terminal  charges  at  ports  by  carriers  and  will  endeavor  to  ascer- 
tain whether,  under  existing  conditions  affecting  charges,  serv- 
ices or  facilities  at  ports,  any  ports,  shippers,  localities,  or  de- 
scriptions of  traffic  are  unduly  prejudicial  or  preferred;  whether 
the  proper  growth  and  development  of  or  the  construction  or 
improvement  of  terminal  facilities  at  any  ports  are  unduly  re- 
stricted; and  whether  the  free  and  natural  flow  of  commerce 
through  the  various  ports  and  the  economical,  expeditious  and 
efficient  handling  of  traffic  at  the  ports  are  unduly  Impeded. 


TARIFFS  OF  WATER  CARRIERS 

The  Tragic  World  Washington  Btireat 

Approach  toward  normality  in  water  transportation,  espe- 
cially in  the  coast-to-coast  trade,  is  causing  the  regulation  divi- 
sion of  the  Shipping  Board  to  give  more  attention  than  It  gave 
during  the  war  to  the  provisions  of  section  18,  of  the  shipping 
law,  which  is,  to  that  statute,  what  the  sixth  section  Is  to  the 
interstate  commerce  law.  On  account  of  the  competition  between 
the  coast-to-coast  steamship  lines  and  the  transcontinental  rail- 
roads on  the  other,  the  tariffs  of  the  coast-to-coast  lines  are  re- 
ceiving more  and  closer  scrutiny  than  those  of  any  other  part 

of  the  coastwise  service. 

The  all-water  carriers,  while  they  are  In  keen  competition 
with  the  rail  lines,  when  they  use  the  Panama  Canal  in  going 
from  coast  to  coast,  are  not  required  to  file  their  tariffs  with  the 
Interstate  Commerce  Commission.  They  are,  however,  required 
to  file  their  maximum  rates  with  the  Shipping  Board.  The  ques- 
tion whether  they  must  have  on  file  tariffs  setting  forth  the 
rates  when  they  desire  to  cut  below  the  maximum  rates  has  not 
been  definitely  determined. 

At  present,  the  coast-to-coast  lines  are  trying  to  settle  their 
rate  troubles  by  means  of  conferences  on  both  the  Atlantic  and 
Pacific  coasts,  but  the  conferences  have  not  the  power  to  com- 
pel observance  of  rates  agreed  on  as  result  of  discussion  and 
agreement.  The  lines,  however,  are  acting  toward  the  Shipping 
Board  as  if  it  were  settled  that  the  Board  Is  entitled  to  be  in- 
formed at  the  earliest  possible  moment  when  a  line  feels  con- 
strained to  make  rates  below  the  terms  of  the  maximum  tariff. 
Therefore,  often  a  line  will  communicate  with  the  Board  by 
telephone  or  telegraph  and  obtain  permission  to  put  Into  Imme- 
diate effect  a  rate  or  rates  lower  than  those  named  in  the  tariffs. 
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When  that  has  been  done  the  supplements  are  sent  in  so  as  to 
arrive  on  the  effective  date  OF  the  day  thereafter. 

None  of  the  coast-to-coast  lines,  however,  feels  any  obligation 
to  send  tariffs  to  state  regulating  bodies  or  to  the  Interstate 
Commerce  Commission.  J.  W.  Ryan,  agent  o  the  Isthm  an 
Steamship  Lines,  in  a  letter  to  the  Public  Service  Commission 
of  Oregon,  answering  a  letter  requesting  copies  of  the  tariffs 
of  that  corporation,  called  attention  to  the  fact  that  the  tariff 
were  filed  in  compliance  with  the  shipping  law.  The  Oregon 
commission  had  complained  that  the  failure  of  the  steamship 
lines  to  file  their  tariffs  had  caused  confusion.  Mr.  Ryan  was  at 
pains  to  set  forth  the  fact  that  the  company  had  filed  the  maxi- 
mum rate  tariffs  with  the  Shipping  Board,  as  required  by  tt 
shipping  law,  and  had  not  filed  them  with  the  Interstate  Com- 
merce Commission  or  any  other  body  because  the  steamship  lines 
are  not  under  the  jurisdiction  of  the  Interstate  Commerce  Com- 
mission or  any  body  other  than  the  Shipping  Board. 

Mr  Ryan  added  that  the  tariffs  containing  current  or  mar- 
ket rates  were  on  file  at  the  offices  of  the  agents  of  the  line  and 
that  each  agent  would  be  glad  to  tender  his  full  co-operation  n 
assisting  the  Oregon  commission  or  any  other  person  interested 
in  arriving  at  rates,  classifications,  etc.,  and  also  to  explain  any 
other  points  to  the  end  that  consignors  or  consignees  might 
arrive  at  the  laid-down  price  of  goods  in  so  far  as  all-water  trans- 
portation costs  were  concerned. 

COAL  DISTRIBUTION  PROBLEM 

The  Tragic  World  Washington  Bureau 

To  obtain  even  distribution  of  output  the  year  around  is  the 
outstanding  problem  of  the  bituminous  coal  industry,  says  the 
National  Coal  Association  in  an  analysis,  just  issued  in  pamphlet 
form,  of  conditions  affecting  the  nation's  soft  coal  supply.  "It 
is  all  a  matter  of  transportation,"  the  association  says.  "If  the 
mines  have  the  cars  as  they  are  needed  the  public  will  have  its 
coal.  And  when  there  is  an  uninterrupted  flow  of  coal,  prices 
always  will  regulate  themselves  and  always  to  the  advantage  of 
the  consumer. 

"How  to  keep  the  bituminous  coal  moving,  so  that  the  rail- 
roads do  not  become  clogged  when  there  is  abnormal  demand, 
is  the  problem  that  confronts  the  industry  no  less  than  the  rail- 
roads. In  the  working  out  of  this  problem  the  public  plays  an 
essential  part.  Foresighted  co-operation  is  needed  on  the  part 
of  the  consumer — the  large  industrial  user  as  well  as  the  house- 
holder— in  arranging  for  his  supply  of  soft  coal  in  the  off-season, 
the  early  spring  and  summer  months." 

"The  association  points  out  that  "what  makes  the  situation 
a  difficult  one  from  the  viewpoint  of  the  railroads  is  the  stolid 
fact  that  there  is  a  material  deficiency  of  cars  in  which  to  haul 
coal."  Quoting  calculations  made  last  fall  by  Daniel  Willard, 
of  the  Railway  Executives'  Association,  the  pamphlet  says  that 
this  deficiency  runs  to  some  40,000  open  top  coal  cars,  with  an 
aggregate  carrying  capacity  of  2,000,000  tons  on  each  haul. 

"On  account  of  the  car  deficiency,"  says  the  association, 
"the  carriers  must  spread  the  haulage  of  coal  over  the  entire 
year  or,  failing  that,  attempt  to  handle  the  major  output  of  the 
mines  in  the  period  of  greatest  demand — the  fall  and  winter." 

The  association  refers  to  the  finding  of  the  bituminous  coal 
commission,  appointed  by  President  Wilson,  that  the  "solution 
of  the  (coal)  problem  is  to  bring  about  evenness  of  produc- 
tion and  distribution"  and  that  "it  is  evidently  the  public's  duty 
to  aid  in  the  stabilization  of  the  coal  market  by  purchasing  and 
arranging  to  store  as  much  coal  as  possible  during  the  spring 
and  summer." 

"Admittedly,  it  may  not  be  easy,  for  the  average  consumer, 
once  out  of  the  winter,  to  think  of  his  coal  supply  for  the  winter 
period  to  come,  months  away,"  says  the  association.  "But  it  is 
not  easy,  on  the  other  hand,  for  the  carriers  to  find  the  way  to 
get  the  coal  to  the  consumer  at  the  time  he  finally  may  decide, 
late  in  the  fall,  that  he  wants  to  put  it  in." 

To  see  the  country  safely  through  its  soft  coal  supply  there 
must  be  an  average  weekly  production  of  approximately  10,- 
500,000  to  10,750,000  tons,  says  the  association.  If  production 
falls  below  this  "line  of  safety"  for  any  material  period  of  time, 
It  goes  on  to  say,  there  is  the  danger  of  a  pinch  later  on. 

The  association  notes  the  fact,  as  shown  by  government  re- 
ports, that  there  has  been  a  severe  decline  in  soft  coal  output 
this  spring.  This  decline,  which  began  last  November,  has  been 
more  and  more  marked  each  month.  In  January  the  average 
weekly  production  of  soft  coal  was  9,613,000  tons;  in  February 
it  was  7,728,000  tons;  in  March  it  was  6,592,000  tons;  and  in  the 
week  ending  April  2,  the  soft  coal  output  had  slumped  to  5,750,000 
tons,  or  approximately  5,000,000  tons  below  the  average  regarded 
as  ordinarily  safe.  "Not  since  pre-war  days  had  there  been  such 
a  low  average  output,"  says  the  association. 

This  slump  in  bituminous  production,  resulting  in  the  mines 
running  at  only  half  capacity,  with  100,000  miners  idle,  is  at- 
tributable, the  association  points  out,  to  a  "no  market"  condition 
— that  is,  failure  of  consumers  to  order  stocks  ahead.  "The 
marked  drop  in  output  has  not  been  due  to  any  lack  of  available 
cars,"  says  the  association,  "for  there  were  actually  thousands 


of  open  top  cars  lying  idle  in  the  railroad  freight  yards  through- 
out the  late  winter  and  early  spring  months." 

Going  into  the  coal  shortage  emergency  in  1920,  the  associa- 
tion quotes  the  statements  of  Director  George  Otis  Smith,  of 
U.  S.  Geological  Survey,  and  other  government  officials 
effect  that  lack  of  transportation  was  at  the  bottom  of  i< 

In  summing  up  its  analysis  of  the  transportation  problem, 
the  association  says: 

"The  gist  of  the  soft  coal  problem  today,  from  the  stand- 
point of  public  concern,  is  how  to  make  effective  use  of  the  la- 
mentably restricted  transportation  facilities  of  the  country. 

"To  attempt  to  crowd  the  hauling  of  the  bulk  of  the  nation  ; 
coal  into  the  fall  and  winter  months  is  admittedly  hazardous, 
from  every  viewpoint.  For  the  consumer  it  means  a  risk  as  to 
his  winter's  supply  that  he  can  ill  afford. 

"Only  one  logical  way  out  is  clear— to  keep  coal  moving 
to  the  market. 

"If  this  were  brought  about  through  active  co-operation  on 
the  part  of  the  consumer  with  the  other  forces  involved,  the 
nation  never  would  face  the  danger  of  a  coal  shortage  emer- 
gency." 

COAL  PRODUCTION  REPORT 

The  Traffic  World  Washington  Bureau 

"The  first  week  of  the  new  coal  year  (April  4-9)  brought  no 
relief  from  the  depression  which  has  affected  the  bituminous  in- 
dustry in  recent  months,"  the  Geological  Survey,  Department  of 
the  Interior,  said  in  its  weekly  report  under  date  of  April  16. 
"The  total  output  of  soft  coal,  including  lignite  and  coal  coked, 
is  estimated  at  6.089,000  net  tons.  Although  this  was  an  increase 
over  the  output  of  the  holiday  week  preceding,  the  rate  per  work- 
ing day  declined  slightly. 

"The  following  statement,  furnished  by  the  American  Rail- 
way Association,  shows  the  number  of  cars  loaded  daily:  April 
4,  21,826;  April  5,  20,541;  April  6,  20,429;  April  7,  18,800;  April 
8,  19,008;  April  9,  12,873. 

"On  Monday  and  Tuesday  of  the  week  (April  11-16)  load- 
ings improved  slightly.  The  total  for  the  two  days  was  44,439, 
according  to  preliminary  returns,  about  the  same  as  on  the  cor- 
responding days  of  the  week  of  March  26. 

"The  movement  of  bituminous  coal  to  tide  during  March 
was  in  about  the  same  volume  as  during  February.  Reports  to 
the  Geological  Survey  show  a  total  of  2,828,000  net  tons  dumped, 
an  increase  of  126,000  tons  over  the  preceding  month.  Coal  des- 
tined for  New  England  and  that  for  bunkering  increased  slightly, 
while  exports  declined.  The  cumulative  movement  from  January 
1  to  March  31  was  9,276,000  net  tons. 

"All-rail  shipments  to  New  England  fell  off  sharply  during 
the  week  ended  April  9.  Reports  to  the  American  Railway  Asso- 
ciation show  that  but  2,274  cars  were  forwarded  through  the  five 
principal  gateways.  This  was  481  cars  less  than  during  the  pre- 
ceding week,  and  1,822  cars  less  than  in  the  corresponding  week 
of  1920. 

"The  year  1920  will  be  a  memorable  one  in  the  history  of  the 
world's  coal  supply.  The  prices  reached  were  the  highest  of 
modern  times,  and  as  usually  happens  at  such  a  time,  the  quality 
of  the  output  deteriorated.  In  the  last  two  years  of  the  war 
the  world's  output  had  risen  close  to  the  pre-war  level.  After 
the  Armistice,  however,  the  cessation  of  munitions  manufacture 
and  the  delay  in  resumption  of  normal  business  curtailed  the  de- 
mand for  coal.  Industrial  disputes  both  in  Europe  and  America 
closed  many  mines  late  in  1919  and  further  reduced  the  supply. 
Thus,  when  in  1920  the  world  set  its  face  to  work  again  and 
industrial  activity  was  resumed  where  resumption  was  possible, 
consumers'  reserves  of  fuel  proved  insufficient  and  an  almost 
universal  feeling  of  apprehension  over  the  coal  supply  swept 
around  the  world.  The  reasons  for  this  alarm — lately  a  thing 
of  the  past — become  clear  when  the  world's  production  in  1920 
is  cast  up. 

"Reports  received  by  the  United  States  Geological  Survey 
indicate  that  the  total  output  in  1920  was  about  1,300,000,000 
metric  tons.  This,  although  a  great  increase  over  1919,  was  still 
42,000,000  tons  short  of  the  output  in  1913,  the  last  year  before 
the  Great  War.  The  unit  of  measurement,  the  metric  ton,  is 
roughly  equivalent  to  the  gross  ton  of  2,240  pounds." 


CAR  SURPLUS  AND  SHORTAGE 

The  detailed  figures  on  the  car  surplusage  for  the  week  end- 
ing April  8,  when  the  total  average  daily  surplus  reached  507,- 
427,  an  increase  of  11,523  over  the  preceding  week,  are  as  fol- 
lows: 

Box,  176,916;  ventilated  box,  1,724;  auto  and  furniture,  8,123; 
flat,  14,969;  gondola,  175,990;  hopper,  85,304;  total,  all  coal 
(gondola  and  hopper),  261,294;  coke,  11,894;  S.  D.  stock,  20,951; 
D.  D.  stock,  1,209;  refriferator,  8,334;  tank,  719;  miscellaneous, 
1,294. 

The  average  daily  shortage  in  the  week  ending  April  8 
dropped  to  153,  made  up  of  the  following  classes  of  equipment: 

Box,  35;  flat,  1;  gondola,  12;  hopper,  13;  S.  D,  stock,  9; 
D.  D.  stock,  60;  refrigerator,  13;  miscellaneous,  10, 
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Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digest!  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul   Minn 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF    COMMON    CARRIERS 
Regulation  of  Rates  by  Statute: 

(Supreme  ('mm  of  Missouri,  en  bane.)  Judicial  knowledge 
ol  lads  is  measured  by  general  knowledge  of  the  same  facts.— 
Nackworth  vs.  Missouri  Southern  R.  Co.,  227  S.  W.  Kept.  1032. 

The  court  judicially  knows  the  character  of  the  different 
SIM  i  inns  of  the  state,  and  its  products  and  industries,  such  mat- 
ters being  of  general  knowledge. — Ibid. 

A  rate  is  presumed  non-confiscatory  until  its  confiscatory 
character  is  made  to  appear. — Ibid. 

In  action  involving  question  of  whether  rates  fixed  by  statute 
were  confiscatory,  it  will  be  presumed  that  the  rates  previously 
charged  were  reasonable. — Ibid. 

Rev.  St.  1909,  p.  3241,  prescribing  a  confiscatory  rate  for 
shipment  of  railroad  ties  by  railroad  given  certain  classification 
by  section  3231,  was  void  as  to  such  conflscatory  rate,  regardless 
ni'  whether  the  rates  prescribed  by  the  statute  as  a  whole  would 
ii\t>  adequate  returns  on  the  investment. — Ibid. 
Carrier  Cannot  Recover  for  Switching  Done  Under  Agreement 

Which  Violates  Interstate  Commerce  Acts: 

(Circuit  Court  of  Appeals,  Eighth  Circuit.)  An  interstate 
railroad  company  cannot  recover  for  switching  done  in  the 
yards  of  a  smelter  plant,  under  an  agreement  and  understanding 
that,  as  provided  in  its  tariff  schedules  duly  published  and  filed 
with  the  Interstate  Commerce  Commission,  such  switching  was 
a  part  of  the  transportation  and  should  be  free,  as  absorbed 
in  freight  charges,  on  allegation  that  such  provision  of  its  tariff 
schedules  was  illegal  and  void,  as  in  effect  granting  a  rebate,  in 
violation  of  the  interstate  commerce  acts. — Oregon  Short  Line 
R.  Co.  vs.  American  Smelting  &  Refining  Co.,  269  Fed.  Rept.  898. 
Charges  Paid  for  Switching  Done  by  Shipper  Subject  to  Com- 
mission's Jurisdiction: 

(Circuit  Court  of  Appeals,  Fifth  Circuit.)  Under  interstate 
commerce  act,  p.  15,  as  amended  (Comp.  St.,  p.  8583),  providing 
that  a  shipper  rendering  a  service  connected  with  the  transporta- 
tion can  receive  only  a  just  allowance  therefor,  and  authorizing 
the  Commission  to  determine  a  reasonable  charge  as  the  maxi- 
mum to  be  paid  by  the  carrier  for  the  services  rendered,  the 
amount  which  a  lumber  company  is  entitled  to  receive  from  a 
carrier  for  services  in  switching  cars  from  its  mill  to  the  carrier's 
main  line  and  in  weighing  them  is  a  question  within  the  juris- 
diction of  the  Commission,  and  on  which  its  determination  is 
conclusive,  unless  set  aside  on  direct  attack. — Finkbine  Lumber 
Co.  vs.  Gulf  &  S.  I.  R.  Co.,  269  Fed.  Rep.  933. 

The  dismissal  by  the  Interstate  Commerce  Commission  of 
an  application  by  a  shipper  against  a  carrier  for  allowances  for 
switching  and  weighing  services  performed  by  the  shipper,  in- 
volves a  finding  by  the  Commission  that  the  shipper  was  not 
entitled  to  the  charges  fixed  by  an  agreement  with  the  carrier, 
if  that  agreement  was  still  in  effect,  and  precludes  a  subsequent 
suit  by  the  shipper  to  recover  from  the  carrier  the  agreed 
charges  or  a  reasonable  charge. — Ibid. 

A  suit  by  a  shipper  against  a  carrier  to  recover  charges  for 
switching  and  weighing  services  performed  by  the  shipper, 
which  charges  had  previously  been  disallowed  by  the  Interstate 
Commerce  Commission,  is  not  one  in  which  an  order  of  the 
Commission  can  be  set  aside,  in  view  of  Comp.  St.,  pp.  992,  994. 
—Ibid. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National   Reporter 

System,  published  by  West  Publishing  Co..  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR  INJURY  TO  GOODS 
Claim — Filing   of: 

(Supreme  Court  of  Appeals  of  West  Virginia.)  Questions 
nertaining  to  the  validity,  construction  and  operation  of  an  inter- 
state commerce  regulation  prescribed  or  approved  by  the  Inter- 
state Commerce  Commission,  under  the  authority  conferred  upon 
it  by  the  Carmack  amendment  of  the  Hepburn  act  (U.  S.  Comp. 
St..  pp.  8604a,  8604aa),  "assed  by  the  Congress  of  the  United 
Slate,  are  determinable  exclusively  by  federal  law. — Kahn  vs. 
American  Railway  Express  Co.,  106  S.  E.  Rept.  126. 

As  tested  by  such  law,  a  clause  in  a  contract  of  affreight- 
ment between  an  express  company  and  a  shipper,  respecting  an 


Intel-male  shipment,  and  pmviding  that.  In  ca«p  of  the  failure 
of  the  carrier  to  make  delivery,  a  rlnlm  for  limn,  damage,  or 
Injury  must  be  made  In  writing  to  tin-  originating  or  delivering 
carrier,  within  four  months  after  a  reasonable  linn-  for  delivery 
linn  elapsed,  as  a  condition  precedent  to  right  of  recovery,  In 
valid.  -Ibid. 

The  limitation  prescribed  In  such  clause  in  applicable  to  a 
claim  for  the  lows  of  a  portion  of  a  package  of  good*,  due  to 
abstraction  and  theft  thereof  In  transit,  and  consequent  falluru 
to  deliver  It.— Ibid. 

In  the  absence  of  conduct  on  the  part  of  the  carrier  working 
hindrance,  obstruction,  or  concealment  of  such  loss,  non-discov- 
ery thereof  by  the  shipper  within  the  period  of  the  limitation 
does  not  exclude  the  claim  from  the  operation  of  the  limitation 
nor  extend  the  .time  thereof.— Ibid. 

If,  upon  the  question  of  reasonableness  of  "time  for  deliv- 
ery" under  such  contract,  the  facts  are  such  as  afford  no  ground 
for  two  different  and  Intelligent  opinions  respecting  it,  the  court 
may  determine  it  as  one  of  law. — Ibid. 

Although  a  carrier  may  waive  the  benefit  of  such  a  limita- 
tion by  express  agreement  or  by  Inconsistent  conduct,  a  waiver 
thereof  cannot  be  predicated  upon  conduct  which  neither  admits 
liability  nor  denies  it,  upon  receipt  of  verbal  notice  of  the  loss, 
after  expiration  of  the  period  of  limitation,  and  later  Invokes 
protection  of  the  limitation,  upon  disclosure  of  actuality  of  the 
loss  and  the  time  and  circumstances  thereof. — Ibid. 

DELAY    IN   TRANSPORTATION   OR   DELIVERY 

Damages  for  Delay  in   Delivery  of  Telegram: 

(Court  of  Civil  Appeals  of  Texas,  Austin.)  Where  a  tele- 
gram is  a  death  message,  the  telegraph  company  must  take 
notice  of  the  relation  between  the  deceased  party  and  the  ad- 
dressee, and,  if  such  relation  is  that  of  father,  mother,  brother 
or  sister,  the  company  will  be  presumed  to  know  that  mental 
anguish  will  probably  be  suffered  if  the  addressee  does  not 
promptly  receive  the  message. — Western  Union  Telegraph  Co. 
vs.  Smith  et  al.,  227  S.  W.  Rept.  1111. 

There  is  no  presumption  that  mental  anguish  will  be  suf- 
fered by  failure  to  receive  a  death  message  where  deceased  ant' 
the  addressee  are  not  related  in  degrees  of  father,  moth'  r, 
brother  or  sister,  and  by  such  failure  addressee  is  deprived  of 
the  privilege  of  attending  the  funeral. — Ibid. 

In  an  action  for  delay  in  delivering  a  telegram  sent  by 
father  of  deceased  informing  plaintiff,  who  was  deceased's  auni, 
of  the  death  and  time  of  burial,  where  the  relationship  of  the 
addressee  to  deceased  did  not  appear  from  the  telegram  Itself, 
and  the  telegraph  company  was  not  notified  thereof,  a  genet  al 
demurrer  to  plaintiff's  petition  should  have  been  sustained.-  - 
Ibid. 
Liability  of  Carrier  for  Delay: 

(Supreme  Court,  Appellate  Div.,  First  Dept.)  Liability  of 
initial  carrier  ended  when  goods  reached  place  of  destination 
and  were  refused  by  the  purchasers  in  that  place. — Schlitten  \s. 
Hines,  Director-General  of  Railroads,  186  N.  Y.  Supp.  831. 

On  the  refusal  of  consignees,  purchasers  of  goods,  to  accept 
shipment,  initial  carrier  was  under  no  obligation  to  return  the 
goods  to  the  shipper,  and  was  entirely  within  its  rights  in  merely 
advising  the  shipper  of  the  fact  and  in  awaiting  further  instruc- 
tions; but  if,  after  such  non-acceptance  of  the  goods,  the  initial 
carrier  in  effect  entered  into  a  new  contract  for  reshipment  of 
the  goods,  it  would  be  deemed  the  initial  carrier  in  the  reshlp- 
ment. — Ibid. 

Delivery  to  initial  carrier  of  indorsed  original  bills  of  lading, 
entitling  the  holder  to  receive  the  goods,  the  consignees,  pur- 
chasers of  goods,  at  destination  having  refused  to  accept  the 
goods,  was  tantamount  to  a  constructive  delivery  of  the  goods 
to  the  carrier  for  reshipment. — Ibid. 

A  carrier  has  the  right  to  make  a  contract  for  the  carriage 
of  goods,  notwithstanding  that  the  starting  point  is  elsewhere 
than  along  the  line  of  its  own  route. — Ibid. 

In  an  action  for  damages  for  delay  in  reshipment  of  goorU, 
the  consignees,  purchasers  of  the  goods,  having  refused  to  ac- 
cept delivery  at  destination,  evidence  held  to  establish  a  con- 
tract to  reship,  though  there  was  no  bill  of  lading  delivered  10 
shipper. — Ibid. 

In  an  action  for  damages  for  delay  in  shipment  of  goods,  evi- 
dence held  sufficient  to  sustain  a  finding  that  defendant  was 
negligent. — Ibid. 

Though  the  Carmack  amendment  (U.  S.  Comp.  St.,  pp.  8604a. 
8604aa)  declares  that  the  initial  carrier  is  liable  for  damages, 
notwithstanding  that  the  damage  was  occasioned  by  one  of  the 
connecting  railroads,  it  does  not  relieve  a  carrier  from  liability 
for  Its  own  negligence. — Ibid. 

BILLS   OF    LADING 
Retention   of    Nonnegotiable    bill    of    Lading    by    Buyer   Not   Con. 

elusive    of    Waiver   of    Rights    from    Misdelivery   to    Unsanc- 

tioned   Carrier: 

(Supreme  Judicial  Court  of  Massachusetts.)  Delivery  of  non- 
negotiable  bill  of  lading  to  the  buyer  of  goods  by  the  seller 
thereof,  who  shipped  by  an  unsanctioned  carrier,  and  its  reten- 
tion by  the  buyer  is  not  conclusive  on  the  issue  of  waiver  of  his 
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rights  arising  from  the  misdelivery,  possession  ot  such  bill  of 
lading  not  being  of  much  significance  as  to  title,  as  the  earner 
rightly  could  deliver  to  the  consignee  and  discharge  its  liability 
without  surrender  of  such  a  bill.— St.  John  Bros.  vs.  Falkson, 
130  N.  E.  Kept.  51. 

CARRIAGE  OF  LIVE  STOCK 

Liability  of  Carrier  for  Loss: 

(Supreme  Court  of  Iowa.)  If  plaintiff  made  out  a  prima 
facie  case  and  there  was  a  conflict  in  the  evidence,  the  jury's 
finding  for  plaintiff  Is  conclusive.— Crozier  vs.  United  States 
Railroad  Administration  et  al.,  181  N.  W.  Kept.  695. 

Where  a  contract  was  for  shipment  of  hogs  from  one  named 
place  to  another,  the  carrier's  liability  as  a  carrier  did  not  end 
until  the  hogs  were  delivered  at  the  specified  destination. — Ibid. 
In  a  case  wherein  plaintiff's  evidence  as  to  a  shipment  of 
hogs  showed  that  they  had  been  roughly  handled,  and  defendant 
carrier  negligent,  while  defendant's  evidence  showed  that  those 
lost  died  of  plague,  held  that  the  conflict  of  evidence  presented 
a  question  for  the  Jury  as  to  the  cause  of  death,  and  that  their 
determination  for  plaintiff  was  final. — Ibid. 

In  an  action  for  loss  of  hogs,  evidence  held  sufficient  to  go 
to  the  jury  as  to  the  carrier's  delay  and  death  of  hogs  resulting 
therefrom. — Ibid. 

A  shipper's  action  against  a  railroad  company  and  the  Di- 
rector-General, in  control  of  the  railroad  for  the  government  for 
damages  to  a  shipment  was  necessarily  against  the  Director- 
General;  and,  even  if  the  railroad  company  was  not  a  necessary 
or  proper  party,  where  the  claim  of  misjoinder  was  not  raised 
except  by  request  for  a  directed  verdict  for  the  railroad  com- 
pany, if  there  was  error  in  the  instruction  or  ruling  on  the  mo- 
tion, it  was  not  prejudicial  to  Director-General. — Ibid. 

In  a  shipper's  action  for  damages  to  hogs  brought  against 
a  railway  company  and  the  Director-General  controlling  the  road 
for  the  government,  argument  of  plaintiff's  counsel  that,  if  the 
jury  return  a  general  verdict,  the  railway  company,  and  not  the 
Railroad  Administration,  would  pay  it,  made  an  answer  to  de- 
fendant's counsel's  statement,  to  the  effect  that  the  suit  was 
against  the  United  States  government,  did  not  constitute  reversi- 
ble error,  when  the  court  directed  the  jury  not  to  concern  them- 
selves about  the  question  who  was  to  pay. — Ibid. 

In  a  shipper's  action  against  a  carrier  and  also  an  insurer 
for  loss  to  a  shipment  of  goods,  the  introduction  of  an  exhibit 
admissible  as  to  insurer  at  the  commencement  of  the  trial  and 
prior  to  the  direction  of  a  verdict  in  favor  of  insurer  held  not 
to  require  reversal  of  judgment  against  the  carrier,  in  the  ab- 
sence of  any  motion  to  strike  from  evidence. — Ibid. 

In  an  action  against  a  carrier  for  loss  of  hogs,  defendant's 
contention  that  the  court  erred  in  excluding  testimony  as  to 
condition  of  other  hogs  handled  on  the  same  train,  arriving  at 
the  same  destination,  is  not  well  taken,  where  the  witness  did 
not  see  the  other  hogs  at  all  so  far  as  the  record  shows,  and 
there  was  no  showing,  or  attempt  to  show,  that  the  other  hogs 
were  of  like  character,  or  from  the  same  neighborhood,  or  how 
they  were  loaded  or  bedded,  or  that  the  conditions  were  the  same 
or  similar. — Ibid. 


MEATS,  S.  ST.  JOSEPH  TO  OKLAHOMA  CY. 

In  docket  No.  12175,  Morris  &  Co.  vs.  Director-General  et  al., 
the  complainants  are  seeking  to  have  the  1716-scale  rate  ap- 
plicable on  shipments  of  fresh  meat  between  Kansas  City  and 
Oklahoma  City  extended  so  as  to  take  in  St.  Joseph,  Mo.  E.  J. 
Backman.  testifying  for  Morris  &  Co.,  cited  docket  No.  8632,  55 
I.  C.  C.  691,  in  which  the  Commission  prescribed  the  1716  scale 
on  fresh  meats  from  Kansas  City  to  Oklahoma  City,  and  then 
called  attention  to  docket  No.  11589,  in  which  the  tentative  report 
of  the  examiner  recommends  the  extension  of  the  Kansas  City 
rate  on  cattle  and  hogs  in  single  and  double  deck  cars  to  cover 
the  movement  from  St.  Joseph. 

The  present  rate  on  fresh  meat  from  St.  Joseph  to  Oklahoma 
City  is  the  full  third  class  rate  of  $1.25;  the  Kamsas  City  1716- 
scale  rate,  which  the  complainants  are  seeking  to  have  applied, 
is  71  cents.  Reparation  amounting  to  approximately  $10,000  is 
asked. 

The  defense,  conducted  by  A.  B.  Enoch,  asked  and  received 
permission  from  John  S.  Burchmore,  counsel  for  the  complain- 
ants, to  file  a  copy  of  the  defense  In  dockets  No.  12067,  12068 
and  12127,  the  Wilson  &  Co.  and  Swift  &  Co.  cases  on  the  same 
question,  as  their  defense  in  this  case.  A  transcript,  including 
cross-examination,  was  entered  as  an  exhibit. 


Persons  desiring  immediate  answer  by  mail  or 


,  Washington,  D.  C. 


P.  &  W.  VA.  COAL  SIDING 

The  Pittsburgh  &  West  Virginia  Railway  Company  has  ap- 
plied to  the  Commission  for  a  certificate  of  public  convenience 
and  necessity  authorizing  it  to  construct  an  industrial  siding 
from  a  point  near  Virginia  Station,  W.  Va.,  on  the  main  line 
of  the  applicant,  to  a  point  in  Jefferson  township,  Washington 
county,  Pennsylvania,  about  three  miles  distant.  The  branch 
will  reach  a  coal  mine  about  to  be  opened  at  the  end  of  the 
proposed  line. 


Rates  Based  on  Declared  Valuation 

Rhode  Island.— Question:     Kindly  quote  us  a  court  decision 
applying  to  several  shipments  of  beam  cotton  yarn  forwarded  by 
us  to  our  southern  representative  via  the  American  Railway  Ex- 
press Company.     The  value  originally  shown  on  express  receip 
was   at   the   rate   of   $3   per   pound,   whereas   the   correct  valu 
which    should    have    been    displayed   was    85    cents    per    pound, 
thereby  causing  an  overcharge  on  eighteen  different  shipments 
amounting  to  $899.87. 

Our  southern  representative  filed  claim  with  the  Amer 
Railway  Express  Company  for  the  above  amount,  they  refusing 
to  make   payment,  claiming   that  they   have  a  right   to  charge 
according  to  the  value  displayed  on  express  receipt,  irrespee 
of  whether  same  is  correct  or  incorrect. 

Answer:     The   Interstate   Commerce    Commission,   in 
ference  Ruling  188,  held  that  where  a  valuation  in  excess  of  the 
actual  value  of  the  article  shipped  is   inserted   in  the   expres 
receipt,  charges  must  be  collected  at  the  valuation  given.     We 
do  not  locate  any  court  decisions  on  the  subject. 

Shipper's  Acceptance  of   Routing    Inserted  in   Bill  of   Lading   by 

Carrier's  Agent 

Colorado. — Question:  We  recently  shipped  a  carload  ship- 
ment from  a  point  in  Kansas  to  a  point  in  Tennessee.  No  rout- 
ing being  inserted  by  us  on  the  bill  of  lading,  the  agent  tor 
some  reason  not  explained  to  us,  at  the  time  shipment  moveti 
routed  same  via  Memphis,  Tenn.  Rates  over  the  St.  Louis  com- 
bination figure  5c  per  cwt.  cheaper  than  if  routed  via  Memphis. 
We  filed  a  claim  asking  that  the  St.  Louis  combination  be  pro 
tected.  As  we  did  not  show  any  routing  on  the  bill  of  lading,  we 
feel  that  this  was  a  railroad  error  and  that  we  are  entitled  1 
the  cheapest  rate.  Claim  was  declined  and  claim  agent  quotei 
the  following  from  his  general  attorney: 

"If  a  shipment  is  unrouted  by  the  shipper,  and  he  signs  a 
bill  of  lading  with  routing  inserted  by  the  agent  of  the  carrier, 
which  is  not  the  cheapest  route,  is  the  shipper  barred  from 
claiming  protection  of  the  cheaper  route?" 

"Please  be  advised  that  when  the  shipper  accepts  bill  of 
lading  with  routing  inserted  therein,  and  especially  where  he 
signs  it,  he  is  bound  by  that  routing  provision.  He  may  say  that 
he  did  not  specifically  direct  such  routing,  but  his  acceptance 
of  the  bill  of  lading  is  tantamount  to  assent  on  his  part  to  the 
routing  shown,  and  in  law  would  have  the  same  effect  as  if  he 
had  specifically  instructed  that  routing." 

Will  you  kindly  advise  us  of  any  legal  authority  on  this 
question  that  has  been  decided;  also  if,  in  your  opinion  we  are 
not  entitled  to  the  rate  figured  on  the  St.  Louis  combination? 

Answer:  We  are  able  to  locate  only  one  case  in  which  the 
Interstate  Commerce  Commission  has  passed  on  this  question 
and  the  decision  in  that  case  was  to  the  effect  that  the  shipper 
was  bound  by  the  routing  inserted  in  the  bill  of  lading  by 
carrier's  agent,  in  view  of  the  fact  that  he  had  accepted  the  bill 
of  lading  with  routing  inserted.  See  American  Column  &  Lum- 
ber Co.  vs.  C.  &  O.  Ry.,  Unreported  Opinion  2224,  of  October 
21,  1915. 

Liability    of   Carrier    For   Partial    Loss   of    Shipment   Under    Re- 
leased   Rate 

Vermont. — Question:  The  Commission  has  issued  its  order 
No.  253,  authorizing  commodity  rates  based  upon  value  on  cer- 
tain commodities  in  carloads.  The  declaration  to  be  signed  by  i 
shipper  reads  as  follows: 

"I  hereby  declare  the  value  of  the  property  herein  described 
does  not  exceed  $2.25  per  100  pounds  and  is  stated  for  the  pur- 
pose of  enabling  the  carrier  to  apply  the  proper  rate." 

This  order  is  predicated  on  section  20  of  the  act,  which 
states:  "This  agreement  shall  have  no  other  effect  than  to| 
limit  liability  and  recovery  to  an  amount  not  exceeding  the; 
value  declared  and  released."  If  from  one  of  these  carloads  a 
shipment  weighing  500  pounds  is  damaged,  what  amount  should 
be  recovered?  Assume  that  the  damaged  piece  is  worth  $500. 

Answer:  According  to  the  weight  of  authority,  where  the 
contract  of  shipment  fixes  the  value  and  limits  the  liability  of 
the  carrier  to  that  value,  in  case  of  loss  of  a  part  of  the  ship- 
ment, the  shipper  may  recover  the  real  value  of  the  property 
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lost,  not  exceeding  tin-  limit  of  liability  stipulated  in  the  con- 
tract of  shipment,  and  is  not  limited  to  a  recovery  of  such  pro- 
portion  of  the  amount  named  in  the  contract  as  the  valuation 
of  the  property  destroyed  bore  to  the  value  of  all  the  property 
shipped.  See  Carleton  vs.  N.  Y.  C.,  etc.,  R.  Co..  117  N  Y  8 
mi!!,  affirmed  121  N.  Y.  S.  997.  There  are,  however,  decisions 
which  are  squarely  in  conflict  with  this  view;  Shelton  vs  Can. 
Northern  R.  R.  Co.,  139  Fed.  153;  Transit  Co.  vs.  Leslie,  242J 
J.  S.  448,  in  which  latter  case  it  was  held  that  where  the  stlpu- 
liitcd  valuation  of  a  single  lot  of  Roods  of  a  homogenous  char- 
acter  is  a  specified  sum  per  ton,  the  valuation  clause  fixes  not 
an  arbitrary  limit  of  recovery  but  a  ratio,  and  the  shipper  Is 
entitled  to  recover  not  more  than  the  stipulated  sum  per  ton 
for  each  or  any  ton  damaged  or  lost. 

Limitation    of    Liability— Consignee    Bound    by    Consignee's 
Stipulation 

Canada.— Question:  Referring  to  the  express  limitation  lia- 
bility receipt  for  $50,  we  would  ask  you  to  let  us  have  your 
opinion  as  .to  who  you  think  is  responsible  In  the  shipping  of 
a  car  of  goods,  for  declaring  the  value  of  same.  Is  it  a  matter 
which  is  up  to  the  shipper,  or  should  the  buyer  ask  him  to  do  so? 

We  have  a  case  in  point  now  where  value  was  not  declared, 
and  a  loss  of  between  $800  and  $900  resulted  in  transit,  and 
tin  express  company  refuses  to  pay  more  than  $50,  as  provided 
by  their  liability  clause.  If  there  is  no  rule  covering  this  Hem 
It  is  our  opinion  that  declaration  should  be  made  by  the  Inter- 
state Commerce  Commission  as  to  who  should  be  responsible 
for  declaring  the  value.  To  our  mind,  the  shipper  is  the  only 
man,  as  he  is  the  holder  of  a  copy  of  the  signed  scrip  and  holds 
control  of  the  car  if  shipped  to  order,  or  even  if  he  ships  to  the 
buyer  direct,  he  is  in  possession  of  the  signed  scrip  and  can 
divert  the  car  anywhere  he  wishes. 

Answer:  Although  there  is  some  authority  to  the  contrary, 
according  to  the  weight  of  authority  it  Is  generally  assumed,  in 
the  absence  of  proof  to  the  contrary,  that  a  consignor  has  au- 
thority to  make  special  contracts  with  the  carrier  as  to  the 
terms  of  shipment,  and  the  consignee  will  be  bound  by  any 
reasonable  stipulation  limiting  the  carrier's  liability  on  the  con- 
tract made  by  the  consignor.  The  carrier  is  not  bound  to  inquire 
as  to  the  consignor's  authority,  but  is  entitled  to  assume  that 
It  exists.  If  the  consignor,  acting  for  the  consignee  exceeds 
his  authority  in  consenting  to  limitations  on  the  carrier's  liabil- 
ity, the  carrier  cannot  be  made  to  suffer  thereby,  unless  actual 
notice  of  such  fact  is  brought  home  to  It. 

Where  goods  are  shipped  on  an  open  bill  of  lading,  in  which 
case,  as  a  rule,  the  title  to  the  goods  and  the  risk  of  trans- 
portation is  with  the  consignee,  the  consignor  should  ascertain 
before  shipping  whether  the  consignee  desires  to  release  the 
goods  to  a  valuation  so  much  lower  than  the  actual  value,  in 
order  to  secure  the  benefit  of  a  somewhat  lower  express  charge. 
Shipper  Not  Liable  for  Charges  Accruing  from  Transfer  of  Ship- 
ments En  Route  Resulting  from  Carrier's  Rules  Prohibiting 

Movement    of   Their   Cars    Off    Their    Rails. 

Oregon. — Question:  Recently  we  made  inquiry  as  to  a  rul- 
ing of  the  Interstate  Commerce  Commission  some  months  ago 
to  the  effect  that  the  railroad  company  is  bound  to  furnish  cars 
for  movement  of  through  traffic  to  points  beyond  their  line,  to 
which  points  they  are  parties  to  a  through  or  combination  rate, 
and  that  it  is  to  a  shipper's  prejudice  to  be  required  by  origi- 
nating line  to  load  in  one  of  such  line's  own  cars,  the  load  to 
be  transferred  at  connecting  terminus  and  probably  subject  to 
storage  at  such  terminus  until  such  time  as  a  car  can  be  sup- 
plied for  the  continued  movement. 

We  believe  this  question  was  thoroughly  threshed  out  In 
the  case  of  the  Wm.  Schuette  Lumber  Co.  vs.  one  of  the  north- 
ern lines,  either  N.  P.  or  G.  N.  Your  Chicago  business  office 
sent  us  a  copy  of  The  Traffic  World  of  January  12,  1918,  point- 
ing out,  on  page  53  of  that  issue,  the  case  of  the  Omaha  Grain 
Exchange  vs.  the  G.  N.  Railway,  which,  however,  is  not  the  case 
we  have  in  mind. 

Answer:  The  case  to  which  you  refer  is  that  of  Wm.  Schu- 
ette &  Co.  vs.  Director-General,  Northern  Pacific  Ry.  et  al.,  57 
I.  C.  C.  709,  in  which  case  the  Commission  held  that  charges  in 
excess  of  the  joint  or  through  rates  plus  the  applicable  recon- 
signing  charges,  if  any,  which  accrued  on  a  shipment  by  reason 
of  initial  line's  refusal  to  permit  reconslgnments,  as  provided 
by  their  tariffs,  on  account  of  the  fact  that  their  operating  rules 
prohibited  the  movement  of  their  cars  from  off  their  line,  were 
unlawful  and  must  be  re/unded. 

Liability  of  Shipper  for  Negligence  in  Loading 
Ohio. — Question:  Carload  of  strawberries  loaded  at  a  point 
in  Alabama  under  standard  refrigeration  for  handling  to  Cin- 
cinnati. Car  was  placed,  and  bulkheads  lined  with  three-ply 
building  paper,  in  such  a  manner  to  prevent  proper  circulation 
and  refrigeration,  under  which  conditions  car  arrived  at  its  des- 
tination in  a  heated  condition,  causing  great  damage  to  the 
shipment. 

The  question  now  involved  is,  at  the  time  of  placing  of  the 
car.  is  it  the  duty  of  the  carrier,  or  the  shipper,  to  inspect  the 
cars,  and  see  that  same  are  in  proper  condition  for  the  move- 


ment,  and   who  to   liable,   the  shipper  or   I »»•  carrier,  or  In  It 
contributory  to  the  extent  of  60  per  cent  each? 

Answer:  With  renpecl  to  the  HUbjnct  of  the  responsibility 
of  a  shipper  for  loss  resulting  from  Improper  loading,  section  147, 
Vol.  10,  of  Corpus  Juris,  provides:  "In  general  the  loading  and 
unloading  of  goods  are  under  the  carrier's  control,  and  he  Is 
responsible  for  any  loss  or  Injury  Incident  therpio.  Indiana 
I'nlon  Trac.  Co.  vs.  Hencadum,  83  N.  K.  261  Und.);  Ix>veland  »•. 
Iiurke.  120  Mass.  139.  21  Am.  R.  507;  Duncan  vs.  O.  N  R.  Co.. 
118  N.  W.  828  (N.  D.). 

Nevertheless,  when  I  he  shipper  assumes  the  responsibility 
of  loading  the  car  and  falls  to  see  that  It  Is  properly  prepared 
for  the  transportation  of  the  particular  article  which  he  Is  load- 
ing, he  assumes  responsibility  for  all  defects  In  loading  which 
are  necessarily  invisible  to  the  agent  of  the  carrier  who  accepts 
the  freight,  or  which  he  cannot  discern  by  ordinary  observation 
or  such  inspection  as  he  can  readily  make,  and  If  any  loss  or 
Injury  results  from  defective  loading  the  carrier  Is  not  liable. 
Loveland  vs.  Burke,  120  Mass.  139,  21  Am.  R.  507;  Duncan  rs. 
G.  N.  R.  Co.,  118  N.  W.  826  (N.  D.) ;  and  It  Is  not  liable  for 
Injuries  resulting  from  the  shipper's  misrepresentation  of  the 
manner  In  which  he  loaded  the  goods  on  the  carrier's  cars. 
Penn  Co.  vs.  Kenwood  Bridge  Co.,  49  N.  E.  215  (111.). 

So  the  rule  is  broadly  laid  down  In  many  decisions  that 
when  the  shipper  loads  freight  on  a  car  for  shipment,  the  car- 
rier who  received  the  car  as  loaded  Is  not  liable  for  damages 
which  arise  from  the  defects  in  the  loading.  Gulf.  etc..  R.  Co. 
vs.  Wittnebert,  108  S.  W.  150  (Tex.);  Texas,  etc.,  R.  Co.  vs. 
Ebins,  83  S.  W.  253  (Tex.);  Texas,  etc.,  R.  Co.  vs.  Klepper.  2 
S.  W.  367  (Tex.);  Ross  vs.  Troy,  etc.,  R.  Co.,  49  Vt.  364,  24 
Am.  R.  144;  Miltimore  vs.  Chicago,  etc..  R.  Co.,  37  Wis.  190; 
that,  when  the  shipper  assumes  the  duty  of  loading  cars  for  ship- 
ment, the  carrier  Is  not  called  on  to  see  that  the  shipper  has 
properly  performed  his  duty  in  this  regard.  Miltimore  vs.  Chi- 
cago, etc.,  R.  Co.,  37  WIs.  1901,  and  that  the  fact  that  the  car- 
rier's employes  knew  before  starting  that  the  goods  were  im- 
properly loaded  is  immaterial.  Ross  vs.  Troy,  etc.,  R.  Co.,  49 
Vt.  364,  24  Am.  R.  144. 

However,  this  view  has  not  met  with  universal  acceptance, 
and  in  a  decision  of  the  United  States  Supreme  Court  It  was 
said: "The  liability  of  the  common  carrier  attaches  when  the 
property  passes,  with  his  assent,  Into  his  possession,  and  is  not 
affected  by  the  car  in  which  it  is  transported,  or  the  manner 
in  which  the  car  is  loaded.  The  common  carrier  is  regarded 
as  an  insurer  of  the  property  carried,  and  upon  him  the  duty 
rests  to  see  that  the  packing  and  conveyance  are  such  as  to 
secure  its  safety.  The  consequences  of  his  neglect  In  these  par- 
ticulars cannot  be  transferred  to  the  owner  of  the  property." 
Hannibal,  etc.,  R.  Co.  vs.  Swift,  79  U.  S.  262,  approving  Elgin, 
etc.,  R.  Co.  vs.  Bates  Mach.  Co.,  66  N.  E.  326  (111.). 

And  in  another  decision  it  was  held  that,  although  goods 
are  improperly  packed  In  cars  by  a  consignor,  a  carrier  is  liable 
to  the  consignee  for  injury  to  such  goods  when  shipped  over  Its 
line,  if  the  improper  loading  was  apparent  to  the  ordinary  ob- 
servation of  the  carrier's  servants.  McCarthy  vs.  Louisville, 
etc.,  R.  Co.,  14  So.  370  (Ala.);  Kinnick  vs.  Chicago,  etc.,  R. 
Co.,  29  N.  W.  772.  The  defense  that  the  car  was  improperly 
loaded  by  the  shipper  is  available  whether  the  shipper  or  the 
consignee  bring  the  action  (McCarthy,  etc.),  and  the  negligence 
of  the  former  is  imputable  to  the  latter  and  will  bar  a  recovery 
by  either.  McCarthy,  etc.;  Michelled  vs.  R.,  etc.,  Co.,  168  P. 
620  (Ore.). 

Damages   Due  to  Transferring   in  Transit 

Minnesota. — Question:  A  dealer  in  lumber  made  a  shipment 
from  a  point  In  the  state  of  Washington  to  an  Iowa  destination. 
While  in  transit  the  lumber  was  transferred  from  the  original 
car  and  in  such  transfer  the  claimants  state  that  they  were 
damaged  to  the  extent  of  $15,  for  the  reason  that  the  lumber 
was  not  replaced  in  the  second  car  in  exactly  the  same  order 
as  it  was  in  the  first  car,  that  is.  all  widths  and  lengths  were 
mixed  and  piled  in  any  way,  and  for  that  reason  the  consignees 
were  obliged  to  go  to  an  extra  expense  of  $15  for  unloading. 
The  railroad  company  states  that  It  Is  not  liable  in  a  case  of 
this  kind. 

Answer:  It  is  generally  recognized  that  the  only  damages 
which  may  be  recovered  for  a  breach  of  contract  to  safely  trans- 
port and  deliver  are  those  which  were  within  the  contemplation 
of  the  parties  when  the  contract  of  carriage  was  made.  \\  . 
are  therefore  of  the  opinion  that  the  contention  of  the  carrier 
is  substantially  correct,  because  the  extraordinary  liability  which 
you  are  now  endeavoring  to  impose  was  not  called  to  the  atten- 
tion of  the  carrier  when  the  bill  of  lading  was  executed. 

The  damages  claimed  are,  in  our  opinion,  special  damages. 
With  respect  to  such  damages  it  Is  said  that  the  rule  seems 
to  be  settled  that  plaintiff,  in  order  to  recover  special  damages 
for  breach  of  a  contract,  must  show  that  at  the  date  of  the 
contract  defendant  had  notice  of  the  special  conditions  render 
tions  rendering  such  damages  the  natural  and  probable  result 
of  such  breach  under  circumstances  showing  that  the  contract 
WHS  to  some  extent  based  upon  or  made  with  reference  to  such 
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conditions.     Harvey  vs.  Connecticut^  etc.  R    R.   (Mass^,  26  Am. 

Rep   673;   Missouri,  etc.,  R.  R.  vs.  Blecher  (Tex.),  32  S.  W.  518. 

Switching  Allowance  to  Shipper  for  Performance  Thereof 

New  York—Question:     Can  you  furnish  ™e  with  all 1  infor- 
mation and  details  covering  the  arrangement  with  carriers  fc 
"witching  charge  on  all  cars  handled  by  any  industry  on  track 
owned   by   themselves,   all   switching   and  other  services   to  be 
performed   by   the  industry   in   connection   with shipments   for- 
warded and  received  from  the  mam  line  of  any  carrn 

Answer--A  carrier,  being  under  a  legal  obligation  to  effect 
delivery  of  shipments  upon  private  or  industry  tracks  without 
additlona.  charge,  has  the  option  of  either  Performing  the  serv- 
ice with  its  own  power  or  of  employing  an  agent  to  renc 
servTce  for  it.     In  the  event  it  chooses  to  employ  an  agent  to 
perform  this  service,  the  agent  so  employed  is  entit  ed I  to  an 
allowance,   which    is   just   and    reasonable   for  the   se rvice   per 
formed,    and    the    Interstate    Commerce    Commission    has    in    a 
number   of   cases   authorized   or  required   carriers,   in   order  t< 
remove  unjust  discrimination,  to  make  an  allowance :  to ,  ,nduB- 
tries  which  will  cover  the  cost  of  the  service  performed  by  such 
plant   facilities.     The   making   of   this    allowance   is   subject 
fhe  qualification  that  the  nature  of  the  industry  .s  such  as  to 
permit  of  the  performance  of  that  service  by  the  carrier    if  it 
hould   chose   to   perform   the   service   itself   and  not   make   an 
allowance  to  the  Industry;   that  the  carrier  has  been  requested 
to  perform  the  spotting. service;   that  the    ndus  ry  has  signified 
its  willingness  to  permit  the  carrier  to  perform  the  service  with 
its  equipment  and  that  the  service  is  such  that  the  carrier  could 

1)6  Tn't^evenrtheTervice  is  performed  by  a  common  carrier 
industrial  line,  such  a  line  is  entitled  to  participate  in  joint  rate* 
with  and  receive  dhusions  or  absorptions  of  switching  charges 
from  its  trunk  line 'connections.  The  trunk  lines  are  not  oblig 
to  absorb  the  switching  charges  of  common  carrier  industrial 
lines,  but  the  Commission  may,  however  require  earners  to 
remove  unjust  discrimination  occasioned  by  the  absorption  of 
switching  charges  in  certain  instances,  and  not  in  others  undei 
like  circumstances  and  conditions,  and  may  also,  where  the 
facts  justify  such  a  course,  require  trunk  lines  to  establish  joint 
rates  with  connecting  industrial  lines  lower  than  the  combina- 
tion on  the  junction  point  of  the  trunk  line  and  the  industrial 
line  and  may  fix  the  divisions  to  be  accorded  ^industrial  me 
Ml  allowances,  however,  must  be  fixed  and  specifically  provided 
for  by  appropriate  tariffs. 

Shortage  in  Shipments  Moving  in  Open  Cars 

California.— Question:  The  Traffic  World  of  June  12,  1920, 
page  1066  covers  question  of  responsibility  for  shortage  on  open 
cars  under  heading,  "North  Carolina."  Closing  sentence  of  reply 
by  you  indicates  that  carrier  is  not  permitted  to  limit  its  lia- 
bility for  loss  or  damage  for  loading  and  transporting  goods  in 
open  cars  except  where  the  consignor  agrees  that  they  may  I 
so  loaded  and  transported. 

Does  not  the  execution  of  the  bill  of  lading  indicate  accept- 
ance by  the  shipper  of  that  responsibility  or,  if  not,  in  what 
shape  would  responsibility  be  indicated?  Would  it  be  reason- 
able to  presume  that  shipper  accepts  no  responsibility  unless 
bill  of  lading  is  specifically  indorsed  to  that  effect? 

Answer:  The  uniform  bill  of  lading  contains  a  provision 
to  the  effect  that  when  goods  usually  carried  in  open  cars  pi- 
requested  to  be  so  transported  by  the  shipper,  the  carrier  or 
party  in  possession  shall  be  liable  only  for  negligence  except 
in  case  of  loss  or  damage  by  fire.  The  Cummins  amendment, 
however,  makes  the  initial  carrier  liable  for  any  toss  or  damage 
caused  by  it  or  by  any  connecting  carrier  and  makes  void  any 
limitation  of  such  liability  by  contract,  rule  or  regulation.  We 
know  of  no  recent  case  in  which  the  courts  have  had  under 
consideration  the  liability  of  carriers  for  freight  moving  in  open- 
top  cars,  but  in  view  of  the  provisions  of  section  20  of  the  inter- 
state commerce  act,  namely,  the  Cummins  amendment,  it  seems 
certain  that  the  courts  would  hold  that  a  carrier  who  accepts 
freight  loaded  in  open-top  equipment  is  liable  for  loss  or  damage 
thereto  while  the  freight  is  in  its  possession. 
Fourth  Section  Relief  Account  Circuitous  Route  Exceeding 

Direct  Route  by  15  Per  Cent  or  More 

Maryland. — Question:  It  is  my  recollection  that  somewhere, 
some  time  ago.  it  was  stated  that  the  Interstate  Commerce  Com- 
mision  would  not  grant  fourth  section  relief  when  the  mileage 
of  the  circuitous  line  did  not  exceed  the  direct-line  mileage  be- 
tween points  in  question  by  more  than  15  per  cent. 

I  have  gone  carefully  over  Mr.  Gartner's  discussion  of  the 
amended  act,  published  at  much  length  in  The  Traffic  World 
some  time  ago,  but  I  cannot  see  where  any  mention  is  made  of 
this  point.  It  is  just  possible  that  this  may  have  been  a  con- 
ference ruling  of  the  Interstate  Commerce  Commission. 

I  have  in  mind  a  case  mentioned  in  The  Traffic  World 
(which  I  cannot  now  locate)  where  some  Michigan  concern 
claimed  it  was  entitled  to  milling-in-transit  privilege  on  the 
basis  of  the  transit  premium  charged  at  direct-line  points,  for 
the  reason  that  the  line  which  served  the  particular  industry 
did  not  exceed  the  direct-line  mileage  between  certain  territories 


lore  than  15  per  cent.  I  also  recall  a  case  where  fourth 
section reHef  was1] requested  by  one  of  the  Gulf  lines  and  this 
Question  of  a  15  per  cent  was  brought.  I  cannot  locate  either 
SMJ  I  cases  in  The  Traffic  World,  where,  I  feel  quite  sure,  I  1 
saw  them  Do  you  know  of  any  ruling  that  brings  up  this 
15  per  cent  of  the  direct-line  mileage  and  just  where  I  can 

Snd  Aniwe'r^  The^Interstate  Commerce  Commission  has,  in  a 
number  of  cases,  granted  fourth  section  relief  when  the  mileage 
of^he  circuitous  line  exceed  the  direct-line  mileage  between 
certain  points  by  15  per  cent  or  more,  but  denied  relief  when 
the  circuitous  route  did  not  exceed  the  mileage  by  the  direct 
route  by  such  a  percentage.  See  Fourth  Section  Violations  in 
the  Southeast,  30  I.  C.  C.  153;  West  Virginia  Rail  Co.  vs.  I.  I 
R  R  Co  I  3  I.  C.  C  21.  This  rule  of  the  Commission,  however, 
is  subject  to  the 'limitation  that  relief  will  not  be  granted  when 
the  distance  via  the  circuitous  route  is  unduly  great  as  com- 
pared with  the  distance  via  the  short  route 
Scale  Case  46  I  C.  C  475.  We  do  not  locate  the  case  to  which 
you  refer  with  respect  to  milling-in-transit  privileges. 

Claims— Notice   of 

Delaware.— Question:  In  your  answer  to  "Michigan"  in  The 
Traffic  World  of  the  26th  ult,  page  676,  you  point  out  the  ad- 
vantage in  filing  suit  against  initial  carrier.  It  is  our  custom 
to  file  claim  for  undelivered  shipments  with  the  initial  carrier 
and  claim  for  loss  of  part  shipments  or  for  damage  wit] 

1VWenwin  suppose  a  claim  for  damage  is  filed  with  the  deliv- 
ering carrier.     This  damage  is  presumed  to  be  due  to  negli; 
while  property  is  in  possession  of  one  of  the  carriers,  and,  there- 
fore, not  subject  to  the  six  months'  period  in  filing  claim.     It 
is   not   known   with   which   carrier   the   damage   occurred.     The 
delivering  carrier  denies  liability  and  declines  claim.     You  have 
previously   stated   that   the   filing   of   a    suit   depends   on   claim 
having  been  filed.     May  suit  be  instituted  against  initial  carrier 
even   though   claim,   irrespective   of   whether   based  on   the 
months'    period   or   not,   was    filed   with   delivering    carrier? 
shipment  moved  while  carriers  were  under  federal  control,  d 
this  fact  have  any  bearing? 

Answer:     In  the  case  of  Overton  vs.  C.  R.  I.  &  G.,  K 
111    (Tex)     it   was   held   that   under   the   Carmack   amendment 
providing  that  any  common  carrier  of  interstate  shipments  shall 
be  liable  to  the  holder  of  the  bill    of  lading    for    any  damage 
caused  by  it  or  any  carrier  over  whose  lines  the  property  pass 
and  no  contract  shall  exempt  such  carrier  from  such  liability, 
notice  of  damage  may  be  given  to  a  connecting  carrier,  tnou 
the  shipment  contract  required  a  written  notice  of  damage  t 
givin  to  the  initial  carrier. 

As  to  whether  notice  of  claim  is  necessary  where  the  damage 
is  caused  by  the  negligence  of  the  carrier,  has  not  been  defi- 
nitely decided,  although  there  are  decisions  of  one  or  two  state 
courts  as  well  as  one  of  the  federal  district  courts,  to  this  effect. 
See  Hailey  et  al.  vs.  O.  S.  L.,  253  Fed.  565;  Mann  vs.  Fairfield 
&  E.  C.  Transportation  Co.,  96  S.  E.  731.  In  the  former  case 
the  court,  on  page  572,  in  referring  to  the  provision  of  the  hill 
of  lading  reading  as  follows:  "Provided  that  if  the  loss,  dam- 
age or  injury  was  due  to  delay  while  being  loaded  or  unloaded, 
or  damaged  in  transit  by  carelessness  or  negligence,  then  no 
notice  of  claim  nor  filing  of  claims  shall  be  required  as  a  con- 
dition precedent  to  recovery,"  said:  "In  this  view  the  proviso 
in  effect  relieves  the  shipper  from  giving  notice  or  filing  claim 
for  such  damages,  and  such  damages  only,  as  result  from  the 
carrier's  negligence,  either  in  loading  the  shipment  at  the  point 
of  origin,  or  in  carrying  it  to  the  point  of  destination,  or  in 
there  unloading  it.  A  claimant  must  either  allege  and  prove 
notice,  and  the  filing  of  a  claim,  or  must  allege  and  prove  neg- 
ligence. Here  the  plaintiffs  have  alleged  negligence,  but  neither 
the  giving  of  notice  nor  the  filing  of  a  claim,  and,  to  succeed,  it 
will  therefore  be  incumbent  upon  them  to  prove  negligence." 
Therefore,  under  the  decisions  referred  to  above,  suit  may 
be  filed  against  the  initial  carrier  either  upon  the  theory  that 
notice  of  claim  filed  with  the  bill  of  lading  within  six  months 
is  notice  to  the  initial  carrier  or  that  no  notice  of  claim  is  neces- 
sary where  negligence  on  the  part  of  the  carrier  is  alleged  and 
proved. 
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of  title  were  to  be  consunnnalod.  it  will  be  BO  restricted,  and 
I ln>  title  held  to  pass  at  the  point  of  shipment  In  accordance 
with  the  Intent  of  the  parties. 

Where  the  contract  contemplates  the  transportation  of  the 
lij. M-t  matter  by  a  carrier  and  the  provision  Is  for  delivery 
f.  o.  h.  cars  at  the  point  of  destination,  the  liability  to  pay  the 
transportation  charges  Is  on  the  seller. 

\Vhrre  the  provision  is  for  delivery  f.  o.  b.  at  the  point  of 
Ishipment,  the  duty  to  pay  the  transportation  charges  Is  on  the 
buyer. 

II'  the  place  of  shipment  Is  the  place  where  under  the  terms 
lit  the  contract  delivery  is  to  be  made  to  the  buyer,  the  fact 
that  on  delivery  to  the  carrier  the  seller  pays  or  guarantees 
the  freight  will  not  prevent  the  delivery  from  constituting  a 

\ery  to  the  buyer.  The  payment  of  freight  by  the  seller  Is, 
however,  evidence  to  show  that  the  seller  assumed  the  duty  of 

-. ery  at  point  of  destination,  and  will  prevent,  if  such  Is  the 
the  delivery  to  the  carrier  from  being  considered  a  delivery 
to  the  buyer. 

Interest  on   Loss  and  Damage  Claims 

Texas.— Question:  Under  date  of  April  19,  1920,  we  flled 
(claim  against  the  "A"  Railroad  for  damage  on  426  cases  of 
I  canned  fruits  and  vegetables,  amounting  to  $2,941.47,  account 

•ents  becoming  damaged  by  salt  water  while  in  transit.     The 

is  were  turned  over  to  the  "B"  Railroad,  delivery  carrier,  for 

r  disposition,  and  were  accepted  and  sold  by  them.  Ship- 
in- nt  originated  at  Geneva,  N.  Y.,  routed  rail  to  New  York, 

"i-  to  Galveston,  Tex.,  and  rail  to  Houston,  Tex.     Shipment 
•\ed  at  destination  March  16,  1920,  and  delivered  to  us  under 
"A"   Railroad  Pro  5100. 

To  date  this  claim  has  not  been  settled  by  the  carriers,  and 
I  are  just  in  receipt  of  advice  that  all  papers  in  this  claim  are 
now  with  the  regional  counsel  for  the  "A"  Railroad  at  St.  Louis, 
Mo.,  for  his  recommendation  and  advice  as  to  settlement.  This 
claim,  as  you  will  note,  has  been  under  carriers'  investigation 
since  April  19,  1920.  The  question  is  this:  Are  we  entitled  to 
interest  on  this  claim?  If  so,  please  advise  authority. 

Answer:  While  the  decided  weight  of  authority  is  to  the 
effect  that  a  plaintiff  recovering  judgment  for  loss  of  or  injury 
to  soods  is  entitled  to  interest  thereon,  the  carriers,  as  a  rule, 
will  not  pay  interest  on  loss  and  damage  claims,  except  under 
a  judgment  of  a  court  of  competent  jurisdiction,  and  this  posi- 
tion has  also  been  taken  by  the  Railroad  Administration  as  to 
claims  for  shipment  which  moved  during  the  period  of  federal 
control. 

Claims  for  Reparation — Time  Within  Which  to  File 

Pennsylvania. — Question:     Kindly  advise  if  there  is  any  law 

or  ruling  as  to  how  far  back  you  can  file  overcharge  claims  on 

shipments  where  the  rate  or  minimum  weight  has  been  reduced. 

Answer:     Claims  for  reparation  on  shipments  moving  during 

the  period  of  federal  control  are  now  barred  from  consideration 

by   the   Interstate  Commerce  Commission  under  the  provisions 

of  section  206  (C)  of  the  transportation  act,  which  provides  that 

such  claims  may  be  filed  with  the  Commission  within  one  year 

from   the   termination   of  federal   control,  unless   this   period   is 

further  extended,  a  bill  for  this  purpose  now  being  before  Con- 

s.     However,  as  to  shipments  moving  prior  to  the  period  of 


federal  control,  under  the  piovlnlonx  of  pHnuciaph  K  of 
206  of  the  transportation  act,  which  provldi-n  that  the  period 
of  federal  control  shall  not  be  computed  an  a  part  of  the  period 
of  llnilullon  In  clatmn  for  reparation  to  the  Coninilmilon  for 
muses  of  action  arising  prior  to  the  period  or  i.-<i«-r;ii  i-nntrol. 
claims  covering  shipment*  which  were  delivered  llity  do)  m.mtlm 
prior  to  the  date  of  the  fillnc  of  the  complaint  will  be  connldi-n-'l 
by  the  Commission. 


STUDY  AT  HOME 


UUto  btwtiM  IMvtntty,  -  Dcfl.  4K-LA   OKI*.  II. 


POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
md  THE  TRAFFIC  WORLD  U  the  logical  medium  for  getting  th» 
nen  and  the  position*  in  touch  with  each  other.  The  ratei  for 
•lanslnrd  advertisements  ars  as  follows:  First  Insertion,  11.00  p«i 
\nr:  minimum  charge.  $3.00:  succeeding  Insertions,  per  line.  60c:  U 
»ords  to  the  line;  numbers  and  abbreviations  counted  as  wonj«; 
I  point  type:  payable  In  advance.  Answers  to  keyed  advertisement* 
ojrwnrded  free  and  all  correspondence  held  In  strict  confidence,  Tb« 
TRAFFIC  WORLD.  418  South  Market  Street.  Chicago.  111. 

POSITION     WANTED— Traffic     Manager,     graduate    of    American 
Commerce   Association,    desires    position.      Capwble   of   handling   traffic- 
nnd   all    Its   branches.      Will    locate   anywhere.      Address    I.    C.    K 
Truffle.  World,  Chicago. 

POSITION  WANTED— Traffic  Manager,  Executive:  twenty  years' 
experience  railroad  traffic  and  transportation,  industrial  traffic  man- 
agement and  steamship  business,  also  export  sales,  finance  and  ex- 
change,  desires  new  association  with  large,  well  established  industrial 
company.  Highest  references.  Correspondence  confidential.  Location 
preferably  New  York,  Philadelphia.  Baltimore  or  Pittsburgh.  Address 
O.  O.  P.,  357,  Traffic  World.  Chicago. 

POSITION  WANTED— As  Traffic  Manager  or  Assistant,  six  years- 
express  service:  certified  by  the  American  Commerce  Association. 
Understand  rates,  claims,  demurrage,  tracing,  routing  and  office  rou- 
tine. Address  E.  S.  H..  care  Traffic  World.  Chicago. 

POSITION  WANTED— Traffic  executive  holding  Important  rail- 
way position  qualified  as  examiner  Interstate  Commerce  Commission 
seeks  wider  field.  Address  R.  E.  E.  301,  care  Traffic  World,  Chi- 
cago, III. 

WANTED — Young  man  Stenographer  with  some  knowledge  of 
freight  rates  in  southwest:  exceptional  opportunity.  Address  "F.  H. 
J.."  Traffic  World,  Chicago. 

FOR  SALE — Several  thousand  first-class  6x8 — 8  ft.  oak  railroad 
cross  ties.  Can  also  furnish  oak  switch  ties  to  order.  L.  E.  Pearson, 
Edwardsburg.  Mich. 


R.  B.  YOUNQ.  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Co, 


312-314-316  WILLIAMSON  STREET 


P.  0.  Box  985 


Qrneral       Storage — Re-Consigning  —  Distributing,       Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Broker* — Track    Connection*    with    all     Railroad*    and    Steamship 
Dock* — Member*  American  Chain  of  Warehouse* — Member*  Amer- 
ican Warehousemen'*  Association. 
Phons  No.  4883  SAVANNAH,     GA. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every   Description — City  Delivery  Service  and  Carload 
Distributors 


PORTLAND,      OREGON 

OREGON  TRANSFER  COMPANY 

K«ml>ll«lip<l  In  1808 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship 
ment  and  reforwarding  by  express  or  parcel  post. 

No  (witching  char*;*  on  carload  shipments. 


SEATTLE  TRANSFER  CO. 


123  Jackson  St. 


Seattle,  Wash. 


Quick  Distribution  of  all  Pool  Can 
100,000  sq.  ft.  of  warehouse  space 
Warehouse-men  and  forwarder*. 


ROCHESTER,  NEW  YORK 

General  Storage       Forwarding       Carload  Distribution 

Excellent  factlltle*  for  reshlpplng  without  ca.rta«e.     Insurma*     nu- 
ll cent*.     Members  of  American  Warehousemen'*  Auodattoc  «j 
American  Chain  of  Warehouses. 

Write   for   particular* 
B.    R.    A    P.    WAREHOUSE,    Inc.  KINO    AND    MAMA    «T». 


EL  PASO, TEXAS 

GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  S*  Ft  FVtor  Span  — FiretwMf— Bmded  — SaN,*N  Cartel 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


PUBLIC   INTEREST   IN   LABOR   CASE 

Editor  The  Traffic  World: 

In  your  article  of  April  2  you  condemned  the  action  of  the 
Labor  Board  for  not  allowing  the  National  Industrial  Traffic 
League  to  intervene  in  the  present  labor  case. 

It  is  quite  generally  admitted  that  approximately  60  cents 
out  of  every  dollar  received  by  the  railroads  is  paid  out  to  labor. 
The  60  cents  and  the  rest  that  makes  up  the  dollar  is,  of  course, 
paid  by  the  shipping  public. 

The  Labor  Board  has  allowed  this  subject  of  rules  and  regu- 
lations to  drag  along  for  ten  months.  It  now  refuses  to  let  the 
largest  organization  representing  the  shippers  intervene  on  the 
ground  that  it  will  prolong  the  controversy  and  will  not  be  help- 
ful in  bringing  about  a  settlement. 

If  Mr.  Walter  is  successful  in  obtaining  the  names  of  those 
on  the  board  voting  for  and  against  this  intervention,  public 
opinion,  in  shipping  circles,  at  least,  should  be  so  exerted  that 
the  vacancies  about  to  be  filled  will  be  filled  with  men  who  will 
at  least  give  the  shippers  a  thought— who  will  work  for  the 
public  good. 

While  legally  it  can  be  said  that  the  public  is  represented 
on  the  board,  in  actual  practice  it  would  seem  this  is  true  in 
form  only. 

Ray  Simmons,  Traffic  Manager, 
Lewis  Manufacturing  Co. 

Walpole,  Mass.,  April  14,  1921. 


EFFECT  OF  RATES  ON  REVENUE 

Editor  The  Traffic  World: 

I  was  very  much  interested  in  your  editorial  (April  2)  under 
the  above  heading,  and  believe  that  the  right  idea  is  conveyed 
in  Mr.  Clark's  speech,  which  I  read  in  its  entirety.  Personally, 
I  have  never  considered  that  high  freight  rates  were  respon- 
sible for  the  depression  in  business,  this  being  the  result  of 
economic  adjustment,  but  I  dp  believe  the  situation  is  being 
aggravated  by  the  effect  of  high  rates  and  that  a  portion  of 
section  1  of  the  act  to  regulate  commerce  has,  to  a  certain 
extent,  been  ignored. 

Had  this  period  of  depression  not  come  about,  there  would 
probably  have  been  no  agitation,  and  the  public  would  have  ac- 
cepted the  decision  in  Ex  Parte  74  as  a  matter  of  form,  con- 
sidering that  the  railroads  needed  the  money.  The  most  un- 
fortunate part  was  that  the  critical  stage  of  the  present  com- 
mercial condition  was  being  reached  just  about  the  time  Ex 
Parte  74  was  made  effective.  Then  the  agitation  started  against 
what  were  considered  raw  materials  and  other  commodities  mov- 
ing on  class  and  commodity  rates.  This  is  where  I  am  of  opin- 
ion that  the  provision  in  the  original  act  to  regulate  commerce, 
"that  charges  shall  be  just  and  reasonable,"  has  been  ignored, 
and  as  a  result  is  one  of  the  factors  retarding  industrial  prog- 
ress. The  prices  of  raw  materials  are  gradually  but  surely 
being  reduced  to  a  normal  scale,  but  as  a  majority  of  the  in- 
dustries have  a  sufficient  stock  for  present  requirements,  they 
hesitate  to  increase  their  supply  which  they  might  otherwise 
consider,  were  freight  rates  more  favorable. 

Just  by  way  of  criticism:  Prior  to  Ex  Parte  74  becoming 
effective,  the  rate  on  petroleum  coke  from  Bayonne,  N.  J.,  and 
Philadelphia,  Pa.,  was  $3.40  per  net  ton,  but  new  tariffs  were 
issued  quoting  a  rate  of  24  cents  per  100  pounds,  which  give 
the  railroads  an  additional  4  cents  per  net  ton  over  the  40  per 
cent  increase  allowed.-  This  may  appear  insignificant,  and  prob- 
ably is,  where  only  a  few  cars  are  received  by  an  individual,  but 
would  make  a  considerable  difference  in  freight  charges  to  an 
industry  purchasing  in  large  quantities.  The  effect  of  high  rates 
is  also  noticeable  on  commodities  for  export  moving  principally 
on  a  class  rate  basis  via  New  York,  and  other  north  Atlantic 
ports,  and  is,  to  a  certain  extent,  affecting  foreign  trade,  coupled 
as  it  is  with  the  high  rate  of  exchange.  The  situation  is  a 
complex  one,  and  requires  careful  consideration,  rather  than 
hasty  judgment.  The  railroads  are  at  present  entangled  in  war- 
time agreements  with  the  various  unions  and,  until  this  prob- 
lem is  adjusted  by  the  Labor  Board,  there  is  little  hope  for 
relief  in  the  way  of  reduced  rates.  On  the  other  hand,  a  large 
percentage  of  the  raw  materials  stored  in  industrial  plants  were 
bought  at  war  prices,  which  is  resulting  in  cautious  buying 
of  finished  products  on  account  of  the  prevailing  market  prices 
and  transportation  costs. 

Those  more  familiar  with    the   situation  no   doubt  realize 


that  sacrifices  will  have  to  be  made  by  both  industries  and 
railroads  before  business  can  resume  a  normal  condition  and, 
as  Mr.  Clark  has  stated,  everybody  being  more  or  less  affected 
by  this  readjustment  period,  only  hearty  co-operation  and  a 
united  effort  will  bring  about  the  desired  result. 

Niagara  Falls,  N.  Y.,  April  13,  1921.  B.  Scrivener. 

EXPRESS  COMPANY  POSTAL  NOTICES 

Mr.  A.  J.  Kruse, 

General  Electric  Company, 

Fort  Wayne,  Indiana: 

In  the  March  26  issue  of  The  Traffic  World  we  note  your 
item  in  connection  with  failure  of  our  agents  to  show  on  postal 
card  notices  of  nondelivery,  all  information  needed  to  locate 
your  record. 

Our  rules  in  this  respect  are  very  specific,  and  read  in  part 
as  follows: 

That  notices  to  shippers  and  consignees  are  accurate  and  legibly 
written  and  that  the  use  of  abbreviations  is  avoided. 

That  shippers'  local  street  address  and  number,  if  appearing  on 
shipments  or  wrappers,  are  entered  on  postal  notices  to  shippers;  also 
his  invoice  and  identification  numbers  and  marks,  if  shown  on  ship- 
ment or  wrapper;  also  that  consignee's  local  address  is  shown  on 
notices  to  latter  when  appearing  on  shipments  or  positively  known  to 
agents. 

That  reasons  for  failure  to  effect  delivery  are  fully  stated. 

From  your  letter  to  The  Traffic  World  it  is  apparent  that 
some  of  our  agents  are  not  complying  with  the  above  instruc- 
tions and,  in  order  that  we  may  correct  this  error  in  our  serv- 
ice, it  will  be  very  much  appreciated  if  you  will  call  either  to 
the  attention  of  this  office  or  our  superintendent  at  Toledo,  H. 
W.  Campbell,  such  specific  instances  of  failure  as  come  to  your 
attention. 

E.  A.  Stedman,  Vice-president, 
American  Railway  Express  Co. 

Chicago,  April  15,  1921. 


FREIGHT  RATES  AND  SELLING  PRICES 

Association  of  Railway  Executives,  New  York: 

I  have  your  printed  circular  headed,  "Railroad  Information," 
dated  April  4,  giving  facts  about  freight  rates  and  business. 

The  statements  appear  to  be  correct  with  the  exception  of 
the  statement  contained  in  the  seventh  paragraph  that  the 
present  freight  rates  form  a  smaller  part  of  selling  prices  than 
they  did  in  ]914.  Chairman  Clark's  statement  quoted  by  you 
does  not  confirm  this,  as  one  might  take  it  to  do. 

Without  going  into  the  question  of  whether  you  are  referring 
to  the  wholesale  prices  or  the  retail  prices,  on  which  you  should 
make  yourselves  clear,  I  do  not  think  your  statement  is  correct. 
The  freight  charge  is  a  very  much  greater  percentage  of  the 
value  of  the  commodity  generally  than  it  ever  has  been  in  the 
history  of  the  country.  The  freight  rate  on  a  car  of  potatoes 
and  onions  from  California  is  four  times  the  value  of  the  car; 
on  apples  from  the  Northwest  it  is  more  than  twice  the  value 
of  the  car,  and  many  other  similar  comparisons  could  be  made. 

I  therefore  suggest  that,  whatever  your  object  may  be  in 
sending  out  propaganda  of  this  character,  you  refrain  from 
such  rather  startling  statements. 

Ed.  P.  Byars,  Traffic  Manager. 
Fort  Worth  Chamber  of  Commerce  Freight  Bureau. 

Fort  Worth,  Tex.,  April  16,  1921. 

The  circular  referred  to  in  the  above  letter  is  as  follows: 

"Business  depression  is  world-wide;  this  is  due  to  world- 
wide economic  causes. 

"Traffic  is  reduced  in  all  countries.  Millions  of  tons  of  ship- 
ping are  idle  in  every  part  of  the  world. 

"Not  only  from  the  belligerent  nations,  but  from  the  Scandi 
navian  countries  and  elsewhere,  come  the  same  reports  of  de 
creased  business. 

"The  international  circle  of  production  and  distribution, 
broken  by  the  war,  has  not  been  restored. 

"The  brief  period  of  unhealthy  inflation  and  extravagance 
that  followed  the  war  delayed  economic  reconstruction,  and  has 
ended  everywhere  in  accentuated  depression. 

"To  attribute  this  depression  in  the  United  States  to  freight 
rates  is  to  ignore  the  facts  of  a  situation  that  exists  throughoul 
the  world. 

"It  is  also  to  ignore  the  outstanding  fact  that  in  relation 
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o  present  prices  (except  on  some  bulk  and  low-grade  commodl- 
les),  freight  rates  here  now  form  a  smaller  part  of  selling 
rices  than  they  did  In  1914. 

"Discussing  this  question  In  an  address  before  the  Railway 
liisinc.ss  Association,  March  31,  E.  K.  Clark,  chairman  of  the 
nterstate  Commerce  Commission,  said: 

Tin-  uh.)l,  roimtiy  imd  all  of  our  people,  excepting  HIOBP  who  nre 
ml  h:iM'  lirrii  (hameleaily  proflteerlnK  are  Buffering  the  after-effect! 
f  a  titanic  war.  •  •  In  some  quarters  zealous  efforts  tire  made 

i)  have   It   ui>j-.-:ir  that  this  situation  Is  In  large  part    or  In  the  main, 
tie   In   liiKh   fulfill    rates.     •     •     •     Careful   Inquiry  discloses   that    Hi. 
tili/.:itlon    of    products    Is    prevented,    not    by    freight    rates.    Imt    by 
nc  conditions." 


DANS,  CRAGIN,  ILL.,  TO  STOUGHTON,  WIS. 

The  defendant  carrier  in  docket  No.  12206,  admitted,  through 
is  attorney,  O.  W.  Dynes,  at  the  hearing  before  Examiner  Mc- 
Quillan, In  Chicago,  April  22,  that  the  rate  paid  by  the  com- 
lainants,  the  Wisconsin  Dairy  Products  Co.,  for  shipments  of 
in  cans  from  Cragin,  a  point  within  the  Chicago  switching  dis- 
rlct,  to  Stoughton,  Wis.,  was  too  high.  It  was  the  conten- 
lon  of  the  C.  M.  &  St.  P.,  however,  that  the  case  was  really 
ne  of  overcharge,  something  the  complainants  did  not  care 
O  admit,  since  the  greater  part  of  the  refund  which  they  claimed 
»ould  come  from  the  Director-General,  and  the  time  limit  for 
ling  overcharge  claims  against  that  agency  had  expired  on 

l.HVll     1. 

W.  W.  Manker,  assistant  traffic  manager  for  Armour  &  Co., 
»rent  corporation  to  the  complainant  company,  insisted  that 
he  rate  paid  was  unreasonable  because  that  contemporaneously 
n  effect  to  Watertown,  Wis.,  where  the  rates  are  generally  on 
he  same  basis,  was  lower.  The  rates  paid  were  22  cents  prior 
o  Kx  Parte  74  and  31%  cents  subsequently  thereto,  although 
he  latter  rates  represented  an  alleged  undercharge  of  2  cents 
vhich  the  Commission  was  asked  to  waive.  The  rates  claimed 
.s  reasonable  and  in  effect  to  Watertown  were  20  and  28  cents. 

Attorney  Dynes  pointed  out  that  these  rates  were  in  effect 
0  Darwin,  Wis.,  and  that  Stoughton  was  intermediate  to  that 
olnt.  A  clause  in  the  tariff  containing  these  rates  (C.  M.  &  St. 
'.  2400-1,  I.  C.  C.-B3941),  stated  that  these  rates  should  apply 
0  intermediate  points  and  therefore,  according  to  Mr.  Dynes, 
he  rates  paid  represented  a  straight  overcharge.  The  case  in- 
olved  275  cars  and  reparation  of  $1,130.29  was  asked. 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION   WHEN    NEXT   IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whitefield  SammU 


Phone  Main  2210 


417  SOUTHERN  BUILDING 


Forwarding  Agents 

FOR  thirty-seven  yours  we  have  been  nerving  Domestic, 
Import  and  Export  shippers,  meeting  every  require- 
ment that  would  be  expected  of  a  house  of  our  *ize, 
yet   giving   that  sincere   personal   service   which   demon- 
strates our  interest  in  the  upbuilding  of  trade. 

The  large  volume  of  tonnage  controlled  by  us  assures 
shippers  of  the  lowest  ocean  and  marine  insurance  rates. 

Consolidated  cars  despatched  East  and  West. 


D.  C.  ANDREWS  &  CO.,  Inc. 

New  York  Eil.bliih.dlM4  N«wOrl.«n. 

fo.ton  14  Ea.t  J.ck.or,  Bhrd. 

Ph.l.d.lphia  CHICAGO 

A.  C.  SHERRARD,  Chic.jo  M.n.f.r 
Af.nti  Throuihoul  Ih.  World  Telephanei:   H.rriien  1IM-IM* 


B.ltin 


S«n  Franciaco 
Seattle 
Bu.no.  Aire* 


WOOD  BOXES 

Are  the  Safest  Containers 

We  Manufacture  Only 

Quality  Containers  for 

Domestic   and    Export 

Shipments 

Box  Shocks — 4-Ones— Any  Size  or  Style 

DAVID  M.  LEA  &  CO.,  Inc. 

RICHMOND,  VA. 


EXPRESS  FREIGHT  and 

De  Luxe  Passenger  Service 

S.  S.  HAWKEYE  STATE 

Sailing  from  BALTIMORE,  MD. 
April  30th,  1921 

DIRECT  SERVICE  TO 
Port  of  Los  Angeles,  San  Francisco  and  Hawaiian  Islands 

Rate!  and  Space  on  Application 

MATSON  NAVIGATION  COMPANY 

Managing  Agents:   United  States  Shipping  Board 


BALTIMORE,  MD. 
26  South  Gay  St. 


SAN  FRANCISCO 
120  Market  St. 


HONOLULU 
Ca>tle  &  Cooke,  Ltd. 


TRAFFIC    MANAGERS 

The    I.   C,   C.   Special    Permission   No.  50340,   August  5,   1920,   Gives   the  Transportation 
Companies  Eighteen  Months  (16%%  to  be  Issued  Every  3  Months)  to   Publish  Their  Tariffs. 

We  are  publishers  of  the  following  Standard  Loose  Leaf  All-Rail  Freight  Rate  Guides 


United  States  Edition 


From  the  Principal  Cities 
of  the  United  States 


EASTERN  EDITION  from 
New  York,  Philadelphia,  Boston  and  New  England 


CANADA  EDITION  from 
Montreal,  Toronto,  Hamilton  and  London 


El,   ING.,   RooHes-tor,  N.  Y. 

Traffic  and  Railroad  Men  wanted  to  tell  there  Edition*  in  all  citiei,  on  tpare  time.     Literal  commution  paid. 


888 


THE    TRAFFIC    WORLD 


Vol.  XXVII,  No.  17 


Personal  Notes 


Effective  May  1,  S.  F.  Miller  is  promoted  from  general  freight 
agent  to  assistant  freight  traffic  manager  of  the  C.  &  N.  W.,  to 
till  the  vacancy  caused  by  the  death  of  E.  D.  Brigham. 

W.  H.  King,  Jr.,  has  been  appointed  general  purchasing 
agent  for  the  Seaboard  Air  Line  at  Norfolk,  succeeding  H.  C. 
Pearce,  resigned. 

Ralph  T.  Powers  has  been  appointed  commercial  agent  for 
the  Winston-Salem  Southbound  Railway  at  Cincinnati.  J.  Har- 
old Swaim  hag  been  appointed  commercial  agent  at  Winston- 
Salem,  N.  C. 

A.  L.  Achee  has  been  appointed  traveling  freight  agent  for 
the  Louisiana  &  Arkansas  Railway  at  Alexandria,  La.,  to  suc- 
ceed E.  B.  Hickman,  transferred  to  Texarkana,  Ark. 

G.  M.  Loeffler,  Jr.,  has  been  appointed  assistant  traffic  man- 
ager for  the  Nestle's  Food  Company  at  New  York. 

R.  D.  Miller  has  been  appointed  commercial  agent  for  the 
Southern  Railway  System  at  Chattanooga.  G.  B.  Miller  has  been 
appointed  commercial  agent  for  the  came  road  at  Anniston,  Ala. 

Edward  H.  Shaughnessy,  formerly  of  the  Chicago  &  North 
Western  Railway,  has  been  appointed  second  assistant  postmas- 
ter-general. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  monthly  meeting  of  the  Miami  Valley  Traffic  Club  was 
held  at  Hamilton,  Ohio,  April  5.  T.  C.  Powell,  vice-president 
of  the  Erie  Railroad,  spoke  on  "The  Relation  Between  1921 
Freight  Rates  and  the  Business  of  1921."  George  Rentschler  of 
Hamilton  also  spoke.  Henry  A.  Palmer,  editor  of  The  Traffic 
World,  will  be  the  speaker  at  the  meeting  May  2  at  Dayton. 


At  the  annual  dinner  of  the  Pittsburgh  Traffic  Club,  April 
28,  at  which  Daniel  Willard,  president  of  the  Baltimore  &  Ohio, 
and  Otto  H.  Kahn,  of  New  York,  will  speak,  there  will  also  be 
addresses  by  Col.  W.  W.  Blakely,  president  of  the  club.  James 
Francis  Burke,  general  counsel  for  the  Pittsburgh  Chamber  of 
Commerce,  will  be  the  toastmaster. 


James  King  Steele,  traveler  and  editor  of  "Japan,"  presented 
his  motion  picture  "Across  the  Pacific  and  into  the  Orient,"  at 
Die  Chicago  Traffic  Club  the  evening  of  April  18. 


At  the  meeting  of  the  Elmira  Traffic  Club,  April  18,  H.  S. 
Bevan,  chief  clerk  in  charge  of  car  demurrage  for  the  Pennsyl- 
vania lines,  spoke  on  the  general  subject  of  car  demurrage.  The 
following  out-of-town  men  were  guests:  H.  A.  Howe,  commercial 
agent,  Illinois  Central  Railroad,  Buffalo;  E.  J.  Glaeser,  traveling 
freight  agent,  Kansas  City  Southern  Railroad,  New  York  City; 
H.  A.  Haas,  general  agent,  freight  department,  Delaware  &  Hud- 
son Railroad,  Buffalo;  A.  J.  Kneubuehl,  commercial  agent,  Great 
Northern  Railroad,  Buffalo;  Gus  Vogel,  traveling  freight  agent, 
Southern  Pacific  Railroad,  New  York  City;  G.  A.  Magu'ire,  com- 
mercial agent,  Grand  Trunk  Railroad,  Buffalo;  C.  H.  Kennedy, 
traveling  freight  agent,  Grand  Trunk  Railroad,  Buffalo. 


At  the  annual  spring  banquet  of  the  Traffic  Club  of  St  Louis, 
held  at  the  Statler  Hotel,  April  18,  Gov.  Henry  J.  Allen  of 
Kansas  outlined  in  detail  the  operation  of  the  Kansas  court  of 
industrial  relations  and  predicted  that  the  idea  of  such  tribunals 
would  spread  over  the  country.  He  said  it  protected  the  public 
from  radical  labor  leaders  and  unfair  employers  by  letting  an 
impartial  government  settle  all  differences  between  employer 
and  employe. 


At  the  meeting  of  the  Traffic  Managers'  Club  of  the  Brooklyn 
Chamber  of  Commerce,  April  14,  a  mock  session  of  the  Inter- 
state Commerce  Commission  resulted  in  a  decision  by  six  of 
the  nine  members  that  the  present  was  not  an  "opportune  time 
to  adjust  •  freight  rates  to  economic  conditions."  Two  of  the 
members  who  voted  negatively  gave  for  their  reason  the  fact 
ihat,  in  their  opinion,  lack  of  harmony  between  the  Commis- 
sion and  the  Labor  Board  made  the  present  time  inopportune 
The  remaining  four  voted  unqualifiedly  against  the  proposition' 
The  session  was  in  no  sense  a  burlesque,  witnesses  being  pro' 
duced  for  both  sides,  the  arguments  lasting  until  almost  mid- 
night. 


The  Traffic  Club  of  Fort  Worth  has  elected  a  board  of  eov- 
ernors  as  follows:  Five  to  serve  two  years-  R  C  Hatfipiri 
Ed  Byars,  E.  G.  Rice.  N.  S.  Davis,  C.  B.  McKiernan  Five  to 
serve  one  year:  T  H  Wilhelm,  T.  E.  Reilly,  M.  C.  Truesdale, 
.  L.  Seidleman,  C.  A.  Evans.  The  board  elected  T.  H  Wilhelm 
Us  chairman.  C.  F.  Laue  was  elected  secretary  of  the  club,  vice 


LUMBER  PENALTY  CHARGE 

The  Traffic  World  Washington  Bureau 

Twelve  complaints  by  so-called  transit  lumber  companies  or 
flrnis,  all  docketed  as  subsidiaries  of  No.  11818,  were  made  public 
by  the  Commission  April  15.  Each  complaint  attacks  as  unrea- 
sonable and  otherwise  unlawful  the  $10  a  day  penalty  charge 
assessed  on  cars  of  lumber  held  for  reconsignment,  the  charge 
being  in  addition  to  the  regular  demurrage  charge.  The  allega- 
tion is  that  the  charge  in  addition  to  demurrage  was  unreason- 
able because  no  other  or  additional  service  is  rendered  therefor, 
the  result  of  the  tariff  being  a  double  charge  for  the  service 
rendered. 

The  service  of  holding  cars  for  reconsignment,  the  com- 
plaints allege,  is  no  more  onerous  than  of  holding  them  for  un- 
loading or  any  other  purpose,  and  the  imposition  of  the  extra 
charge  constitutes  the  charging  and  collecting  of  a  greater  conn 
pensation  for  a  like  and  contemporaneous  service  under  substan- 
tially similar  circumstances  and  conditions  in  violation  of  section 
2.  Another  allegation  is  that  the  service  of  reconsignment  is< 
no  more  onerous  than  the  service  connected  with  the  holding  of 
a  car  for  rebilling  and  that  that  also  constitutes  a  violation  of: 
section  2. 

Another  charge  is  that  the  penalty  is  assessed  on  Sundays 
and  legal  holidays  in  violation  of  the  provisions  of  the  demurrage 
tariffs  and  of  the  first  and  second  sections  of  the  act. 

Another  point  made  in  the  complaints  is  that  the  failure  ot 
the  carriers  to  file  their  embargoes  was  a  violation  of  the  part 
of  the  act  requiring  the  filing  of  schedules  of  rates,  fares  and 
charges  and  the  privileges  or  facilities  granted  or  allowed  which 
in  any  wise  change,  affect,  or  determine  any  part  of  the  rates< 
fares  and  charges  or  "the  value  of  the  service  rendered";  thai 
the  carriers  illegally  held  cars  at  reconsigning  points,  by  means 
of  the  illegal  embargoes  and  then  collected  the  penalty  charge 
while  so  holding  the  cars,  thus  penalizing  the  complainants  foi 
a  disability  of  the  defendants"  and  for  his  failure  to  perform  his 
lawful  duty,  by  assessing  and  collecting  charges  which  were 
unlawful." 


CLEVELAND  STATION  HEARING 

The  Traffic  World  Washington  B 

Cleveland's  fifty-year-old  controversy  about  a  union  staiio 
was  put  on  hearing  before  Director  W.  A.  Colston  of  the  financ- 
bureau  April  19,  in  finance  docket  No.  1237,  in  the  matter  of  th 
application  of  the  New  York  Central  et  al.  to  acquire  Hie  prope 
ties    of    the    Union   Terminals    Company    and    certain    trackag* 
rights  in  connection   therewith,   in  the  city  of  Cleveland.     Th> 
New  York  Central,  its  subsidaries  and  the  Nickel  Plate  want  t 
go  ahead  with  a  plan  for  constructing  a  passenger  station  on 
corner  of  Cleveland's  public  square.     The  project  started  out  a 
a  union  station  scheme,  but  the  Pennsylvania,  Wheeling  &  Lak 
Erie  and  some  other  lines  have  withdrawn  from  the  scheme  b< 
cause  the  site  of  the  proposed  station  has  been  changed  fro: 
the   lake   front   to   the   public   square.     The   Wheeling   &    Lak 
Erie  is  opposing  the  plan  on  the  ground  that  its  execution  woul' 
destroy  its  terminals  in  that  city. 

Former  Secretary  Baker,  who  was  mayor  of  Cleveland  whe 
the  negotiations  took  place,  Mayor  Fitzgerald  and  President  .A 
H.  Smith  appeared  as  witnesses  in  behalf  of  the  plan.  Pets 
Witte,  traction  commissioner  under  Mayor  Baker,  appeared  ij 
his  own  behalf  on  the  proposition  that  the  scheme  was  a  fraut 
He  asked  Mayor  Fitzgerald  if  he  had  not  made  changes  in  th| 
ordinance  not  authorized  by  the  city  council  and  also  how  hi 
came  to  render  a  legal  opinion,  as  director  of  law  before  he  wa 
mayor,  that  the  ordinance  moving  the  station  from  the  lake  frorj 
to  the  public  square  was  not  an  ordinance  renewing  or  modif;! 
ing  a  franchise,  and  could  therefore  be  passed  as  an  emergencj 
ordinance,  without  regard  to  the  city's  charter  forbidding  th 
treatment  of  a  franchise  ordinance  as  an  emergency  measur<l 
Mr.  Fitzgerald  said  he  had  made  no  changes  not  authorized  b 
the  city  council,  and  that  he  did  not  regard  the  ordinance  as  on 
extending  a  franchise  but  one  merely  providing  for  the  vacatim 
of  some  public  streets. 

Mr.  Smith  said  he  had  been  familiar  with  the  station  situl 
lion  in  Cleveland  since  his  boyhood  days.  He  said  the  purpos-. 
in  moving  the  station  uptown  was  to  free  the  tracks  along  tK 
lake  from  passenger  traffic  so  it  could  be  devoted  to  freight. 


O.,   C.   &    E.   STOCK   AND    BONDS 

The   Oregon,   California    &   Eastern    Railway    Company   hJ 
filed  an  application  with  the  Commission  for  authority  to'issi 
$454,600  of  bonds  and  4,714   shares  of  stock,  par  value   $1(»0  I 
share.     The  applicant  is  engaged  in  the  construction  of  a  rail 
road    between    Dairy    and    Sprague    River,    in   Klamath    Count 
Oregon.     The    proceeds    of    the    bonds    will    be    applied    on    il 
ccst  of  construction  and  equipment,  the  applicant   states.     Till 
stock  is  to  be  delivered  to  Robert  E.  Strahorn  in  considerate! 
of   the   transfer  to   the   company   of  all   right s-of- way   and    traj 
rhises   secured   by   him. 


I  April  23.   IHL' I 
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Pacific — Caribbean — 
Gulf  Line 

(Swmyne  and  Hoyt,  Inc.,  Owner*) 

Steel  Steamers 
DIRECT    SERVICE 

BETWEEN 

New  Orleans,  San  Francisco, 

Los  Angeles  Harbor,  Portland, 

Tacoma  and  Seattle 

Via  Panama  Canal 

S.S.  LAKE  GUNNI,  Sailing  from  New  Orleans  last  half  of  April 
S.S.  ALVARADO,  Sailing  from  New  Orleans  middle  of  May 
S.S.  ELDORADO,  Sailing  from  New  Orleans  last  half  of  May 
S.S.  IRIS,  Sailing  from  New  Orleans  middle  of  June 

Rates  quoted,  bvakinf  i  and  other  inUrmitwn  Hwnuhed  open  application 

THE  STEELE  STEAMSHIP  LINE,  Incorporated 

630  Common  St.,  New  Orleans,  La. 

OFFICES  ALSO  AT 

2102  Strand  50  Broad  Street       430  Sansome  Street 

Gtlveston,  Texas      Tezas  City        New  York  City        San  Francisco,  Calif. 


:  :     A  Complete  Organization  (muring  Prompt  and  Emri*nt  .Writ*     : : 


MEMBER 

The  New  Orlrun.  Board  of  Trxlr.  Ltd 

New  Orleans  Cotton  Exchange 

New  Orleans  Association  of  Commerce 

Forwarding  Agents  and  Foreign  Freight  Brokers' 

Association  of  New  Orleans 

Orain  Dealers'  National  Association 

The  Interstate  Cotton  Seed  Crushers'  Association 

Mississippi  Valley  Association 

New  York  Produce  Exchange 

The  W.  L.  Richeson  Co..  Inc. 

EXPORT  SHIPPING  FOR  ACCOUNT  OF  PRINCIPALS 
THROUGHOUT  THE  WORLD 

FREIGHT  BROKERS 
and  FORWARDERS 

niiiiitiiniiiiiiimnniiDiiiiiiiiiiiiiiiiiiiiiiiiiiii . : 

613  to  621  Whitney-Central  Building 
NEW  ORLEANS,  LA. 

We  invite  correspondence  from  thoae  presently  ship- 
ping, or  who  contemplate  export  shipping  through  the 
Port  of  New  Orleans,  or  other  Gulf  Ports.  Details  look- 
ing to  the  thorough  and  expeditious  forwarding  of  all 
commodities  will  be  cheerfully  given. 


Cable  Address:  "Richeson"      NtW  YORK  OFFICE  Telegraphic  Codes: 

A.  B.C.  5th,  Scott's  Codes          20  Broad  Street     Robinson's  Universal,  Yoppi 


Pacific  Mail  Steamship  Co. 

Under  American  fVa*- PASSENGERS  AND  FREIGHT  Established  1848 

TRANS-PACIFIC  SERVICE 

"The  Sunshine  Belt  to  the  Orient'* 
San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 

Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Shipping  Board 

steamers  Golden  State   (May  28th):   and  Empire  State  (July 

23rd);  and  pending  delivery  3  other  U.  S.  S.  B.  steamers  by  the 

popular  S.  S.  Ecuador  (June  25th)  and  S.  S.  Colombia 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila*  Saigon, 

Singapore,  Colombo,  Madras,  Calcutta 

Passenger  and  freight  sailings  monthly  by  S.  5.  Creole  State  (May   1  2th); 
5.5.  Wolverine  State  (June  llth);  Granite  State  (July  12th). 

PANAMA  SERVICE 

San  Francisco,  Los  Angeles  Harbor  to  Mexico,  Guatemala,  Salvador, 

Nicaragua,  Costa  Rica,  Canal  Zone 
Passenger  and  freight  sailings  every  2  weeks 

SAN  FRANCISCO-BALTIMORE  SERVICE 

San  Francisco,  Los  Angeles  Harbor  to  Central  America, 
Norfolk  and  Baltimore 

Freight  only  (via  Panama  Canal) 

SHANGHAI-HONGKONG-CALCUTTA  SERVICE 

Between  Shanghai,  Hongkong,  Saigon,  Singapore,  Penang,  Rangoon, 

Calcutta 
Freight  only.     Sailings  every  ten  days — eight  U.  S.  S.  B.  steamers 

ROUND-THE-WORLD  SERVICE 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Dairen,  Tientsin, 
Shanghai,  Manila,    Saigon,  Singapore,  Calcutta,    Colombo,  Bombay, 

Alexandria,   Bizerta,   Marseilles,   Barcelona,   thence   Baltimore, 

Cristobal,  Los  Angeles  Harbor  and  San  Francisco  (via  Panama  Canal) 

Freight  only.     Monthly  sailings — U.  S.  S.  B.  Steamers 

Through  bill*  of  lading  issued  to  and  from  point*  beyond  ports  of  call 

General  Patsenger  and  Ticket  office:      621  Market  St.,  San  Francisco 

General  Offices:  508  California  Street,  San  Francisco 

10  Hanover  Square,  N.  Y.      400  Exchange  Place.  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 


CUNARD 

ANC  HOR    „ 

ANCHOR-DONALDSON 


Regular  Services 


NEW  YORK 

BALTIMORE 
MONTREAL 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 

ANTWERP 

HAMBURG 

MEDITERRANEAN 


Between 


•nd 


BOSTON 
PHILADELPHIA 
PORTLAND,  ME. 

LIVERPOOL 

SOUTHAMPTON 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 

LEVANT 


General  Offices  :  21-24  Slate  St,  N.  V.  City 

Chicago  Office: 
Cunard  Bldg..   I  4O  N.  Dearborn  Street 


Atlanta.    U    N.    Foriytht 
St. 

Baltimore.    107    E.    Blltl- 

nor*  St. 

Botton.    128  St»t«   St. 
CUvelind.     Hotfl     Clt»»- 

land   Bldg. 

.     3S     Wntilngloi 

Blvd. 
Mlnnnpolll.      Third      St. 

•  nd  S«cond  Av«..  So. 
Montreal.  20  HoiplUI  St. 
Niw  Orlunt.  205  St 

ChlrlM  St. 


1300     W.i- 


rthftaM 


Pnllidilphla. 

•  at  St. 
Plttiburgh.  712  Si 

St.    Lolll.    1134  OHM  M. 
Saa   FranclMo.  SOI    Mar- 
kit  St. 

Suttk.    (21    Steond    AM. 

Vaawmw.    122    HutlM* 

St  W. 


Wi.hl»|to«.     D.    C..    117 
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EMBARGO  OFFICE  ABOLISHED 

Tkt  Traffic  World  Washington  Bureau 

The  Fort  Worth  embargo  office  of  the  American  Railway 
Association  was  abolished  April  15.  The  abolition  was  accom- 
plished with  supplement  No.  9  to  Circular  CSD-87,  canceling  sup- 
plements 2  and  3  and  appendices  attached  thereto.  The  rail- 
roads that  have  been  reporting  their  embargoes  to  the  Fort 
Worth  office  will  hereafter  report  to  the  Chicago  office  at  431 
S.  Dearborn  street,  in  charge  of  J.  J.  Pelley,  as  embargo  chair- 
man. The  abolition  of  the  Fort  Worth  office  was  in  the  interest 
of  economy.  The  embargo  offices  remaining  in  effect  after  April 
15  will  be  those  at  Washington,  Montreal,  Chicago  and  Winnipeg, 
In  charge  of  embargo  chairmen  whose  names  and  office  ad- 
dresses have  heretofore  been  published. 

In  explanation  of  the  announcement  of  the  abolition  of  the 
Fort  Worth  office,  W.  L.  Barnes,  executive  manager  of  the  car 
service  division  of  the  association,  said: 

"For  the  purpose  of  reducing  the  expense  incident  to  trans- 
mitting embargoes,  some  of  the  smaller  roads  heretofore  receiv- 
ing information  direct  from  the  district  embargo  headquarters 
have  been  assigned  to  a  designated  trunk  line  for  the  purpose 
of  receiving  embargo  information  issued  by  other  roads. 

"It  is  not  contemplated  that  there  will  be  any  change  in 
the  present  method  of  placing  embargoes.  All  roads,  when  plac- 
ing, modifying,  extending  or  canceling  an  embargo,  will  transmit 
as  heretofore  a  copy  of  such  embargo,  modification,  extension  or 
cancellation  to:  (1)  Car  service  division;  (2)  the  embargo 
chairman  of  the  district  to  which  such  road  is  assigned;  (3) 
the  designated  embargo  officer  of  direct  connections  involved  in 
the  embargo  (except  short-line  connections  assigned  to  another 
road  in  Appendix  C,  or  where  inapplicable) ;  (4)  local  agents 
and  other  representatives  of  the  embargoing  road;  and  (5)  its 
assigned  short  lines  as  indicated  by  Appendix  C  (except  where 
the  embargo  is  manifestly  inapplicable). 

"Where  a  road  is  shown  as  being  assigned  to  a  trunk  line, 
that  road  will  receive  all  notices  of  the  placement  of  the  em- 
bargoes, modification,  extension  or  cancellation,  issued  by  its 
indirect  connections  direct  from  the  designated  trunk  line,  which 
will  promptly  transmit  the  embargo  information  when  received, 
due  regard  being  given  to  utilizing  railroad  wires  where  facilities 
are  available.  It  will  not  be  necessary  for  the  designated  trunk 
line  to  reissue  to  the  smaller  roads  assigned  to  it  in  accordance 
with  the  attached  appendices,  embargo  information  issued  by 
direct  connections  of  the  smaller  roads. 

"Roads  assigned  to  the  Washington  district  headquarters 
will  only  be  required  to  furnish  one  copy  of  embargoes  to  the 
car  service  division." 


CANNED  MILK,  STOUGHTON,  WIS.,  TO 
EAST 

Rates  on  condensed  and  evaporated  milk  in  cans  should  be  the 
same  as  the  rates  on  canned  vegetables,  according  to  W.  W. 
Manker,  assistant  traffic  manager  for  Armour  &  Co.,  who  testi- 
fied at  the  hearing  on  docket  No.  12245  before  Examiner  Mc- 
Quillan in  Chicago,  April  22.  In  this  respect,  according  to  Mr. 
Manker,  Stoughton,  Wis.,  where  the  plant  of  the  Wisconsin 
Dairy  Products  Company,  a  subsidiary  of  Armour  &  Co.,  is  lo- 
cated, differs  from  other  producing  points  in  Wisconsin  and  the 
adjoining  states.  A  similarity  also  exists  in  the  rates  on  other 
commodities  to  destinations  in  C.  F.  A.  and  eastern  territories 
from  Stoughton  on  one  hand  and  Madison  on  the  other,  which  is 
ignored  when  it  comes  to  applying  rates  on  canned  milk.  For 
example:  The  fifth  class  rate  to  New  York  City  from  these  two 
points  is  79  cents,  the  rate  on  canned  vegetables,  70  cents,  which 
rate  also  applies  from  Madison  on  canned  milk.  The  rate  on 
canned  milk  from  Stoughton  to  New  York  is,  however,  77  cents, 
although  Stoughton  is  just  17  miles  south  of  Madison,  according 
to  Mr.  Manker.  Rates  on  canned  milk  from  numerous  other  pro- 
ducing points  in  Wisconsin  to  points  in  C.  F.  A.  territories  are  in 
many  instances  below  the  canned  vegetable  rates,  he  also  said. 

The  witness  called  attention  to  the  similarity  in  transporta- 
tion conditions  of  the  two  commodities.  Reparation  was  asked 
on  375  cars  amounting  to  $9,831.27.  Paul  E.  Blanchard  conducted 
the  complainant's  case. 

H.  W.  Forward,  testifying  for  the  defendant  carriers,  said 
that  the  carriers  in  C.  F.  A.  territory  had  always  contended  that 
the  full  fifth  class  rate  was  the  proper  one  to  apply  on  canned 
milk.  He  said  that  it  was  listed  in  Official  Classification  at 
fourth  class,  its  carriage  under  fifth  class  rates  being  by  reason 
of  an  exception  in  Boyd's  tariffs.  He  admitted,  however,  that  the 
rate  from  Stoughton  asked  for  by  the  complainants  had  been 
published  and  would  shortly  be  made  effective.  This  reduced 
the  question  to  one  involving  merely  reparation. 


spect  to  excess  baggage  charges  applicable  in  connection  with 
commutation  fares,  has  been  denied. 

Sunderland  Bros.  Co.  has  been  permitted  to  intervene  in 
No.  12169,  the  Bradbury  Marble  Co.  et  al.  vs.  B.  &  O.  et  al. 

Defendants'  petition  for  rehearing  of  11014,  Murray  &  Layne 
Co.  vs.  S.  P.  and  Director-General,  has  been  denied. 

Complainants'  petitions  for  rehearing  of  the  following  cases 
have  been  denied:  No.  11607,  the  Ault  &  Wiborg  Co.  vs.  K.  O. 
&  G.  Ry.  et  al.;  No.  11316,  Choctaw  Cotton  Oil  Co.  vs.  Y.  &  M. 
V.  et  al.;  No.  10629,  Wichita  Board  of  Commerce  et  al.  vs.  A.  T. 
&  S.  F.  et  al.;  and  No.  11254,  Georgia  Show  Case  Co.  vs.  L.  &  N. 
et  al. 

The  Union  Coal  &  Coke  Company,  Cambria  Steel  Company 
and  Midvale  Steel  &  Ordnance  Company  have  been  permitted 
to  intervene  in  No.  12317,  Lackawanna  Steel  Co.  vs.  Director- 
General. 

On  further  consideration  of  the  record  and  of  complainant's 
petition  for  rehearing,  the  Commission  has  reopened  No.  10804, 
Barnett  Oil  and  Gas  Co.  vs.  L.  &  N.  et  al. 

The  Western  Brick  Company  and  Danville  Brick  Company 
have  been  permitted  to  intervene  in  No.  12304,  Indiana  Brick 
Manufacturers'  Association  vs.  A.  T.  &  S.  F.  et  al. 

The  Commission  has  reopened  No.  11764,  In  the  Matter  of 
Intrastate  Rates  within  the  State  of  Texas  solely  for  the  pur- 
pose of  determining  the  reasonableness  and  propriety  of  inter- 
state freight  rates  between  El  Paso  and  Fort  Bliss  and  Mate- 
rial, Tex.,  and  the  relationship  of  the  intrastate  rates  to  the 
interstate  rates. 


NEW  EXPRESS  COMPANY 

Tht  Traffic  World  Washington  Bureau 

The  Commission,  by  means  of  Special  Permission  No.  52637, 
has  prepared  the  way  for  the  entry  of  the  Southeastern  Express 
Company  into  common  carrier  business  on  May  1,  or  sooner,  if 
the  company  can  get  ready  before  that  time.  The  special  per- 
mission authorizes  the  new  express  company  to  publish  tariffs 
on  one  day's  notice.  The  tariffs  which  the  express  company 
desires  to  make  operative  had  not  been  placed  on  the  Com- 
mission's files  at  the  time  the  Commission  issued  the  permission. 
It  was  the  understanding,  however,  that,  in  a  general  way,  they 
will  provide  rates,  rules  and  regulations  in  harmony  with  the 
rates,  rules  and  regulations  of  the  American  Railway  Express 
Company. 

This  company  is  the  result  of  the  declination  by  some  of 
the  chief  railroads  in  the  southeast  to  enter  into  contractual 
relations  with  the  express  company  created  by  the  fiat  of  Di- 
rector-General McAdoo  as  a  combination  of  the  principal  express 
companies  in  existence  at  the  beginning  of  federal  control.  When 
the  railroads  were  returned  to  their  owners,  the  Southern  Rail- 
way and  its  affiliated  lines  started  a  movement  for  the  organ- 
ization of  an  express  company  to  carry  on  business  on  their 
rails.  The  Southeastern  Express  Company  is  the  result  of  their 
efforts. 


BOND  ISSUE  PERMIT  DENIED 

The  Traffic  World  Washington  Bureau 

The  Commission  has  denied  an  application  of  the  Texas 
Short  Line  Railway  Company  for  authority  to  issue  $175,000  of 
its  first  mortgage  bonds  to  retire  its  maturing  bonds  of  like 
amount.  The  maturing  bonds  fall  due  January  1,  1922,  and  the 
company  proposed  to  issue  5  per  cent  bonds  to  mature  November 
1,  1940,  the  holders  of  the  maturing  bonds  having  agreed  to 
make  the  exchange. 

The  railroad  of  the  applicant  is  approximately  12  miles  in 
length,  extending  from  Grand  Saline  to  Alba,  Tex.  The  company 
has  outstanding  $11,000  of  capital  stock  and  $175,000  of  bonds, 
which  are  owned  by  four  of  the  directors  of  the  company.  The 
bonds  were  bought  by  the  directors  at  an  average  of  40  per 
cent  of  par.  The  Commission  said  the  revenues  of  the  applicant 
for  the  years  1918  and  1919  were  insufficient  to  pay  operating 
expenses  and  fixed  charges. 

"We  are  not  convinced  that  the  continuance  of  such  heavy 
fixed  charges  is  compatible  with  the  interests  of  either  the  ap- 
plicant or  of  the  public,  and  the  record  discloses  no  facts  tend- 
ing to  show  that  the  prospective  earnings  or  the  operating  ratio 
of  the  applicant  will  improve,"  said  the  Commission. 


A   CORRECTION 

In  The  Traffic  World,  April  16,  p.  838,  it  was   stated  that 
E.  J.  Bachman  was  employed  in  the  traffic  department  of  Armour! 
&  Co.  and  that  the  Kansas  Rock  Salt  Company  was  controlled! 
by  Armour  &  Co.     Mr.  Bachman  is  an  employe  of  Morris  &  Co.,  I 
which  company  also  controls  the  Kansas  Rock  Salt  Company.! 


MINOR   COMMISSION    ORDERS 

The  application  of  W.  L.  Pratt,  agent,  on  behalf  of  carriers 

igaged  in   Indiana  intrastate  traffic,  for  a  modification  of  the 

order  in     No.  11894,  Indiana  rates,  fares  and  charges,  with  re- 


CENTRAL  OF  VERMONT   BONDS 

The  Central  of  Vermont  Railway  Company  has  applied  toJ 
the  Commission  for  authority  to  issue  $100,000  of  its  5  per  cent! 
refunding  mortgage  gold  bonds  to  reimburse  its  treasury  for! 
money  spent  from  income  on  improvements  and  betterments! 
since  January  1,  1920. 
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PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 


Mobile,  Alabama,  U.  S.  A. 


Regular  Monthly  Service          A-l  Steamers 

MOBILE  to  ANTWERP 
HAVRE  and  BORDEAUX 
and  U.  S.  PACIFIC  COAST 


St.  Louis  Office: 
1217  Pierce  Building 

IRVING  H.  HELLER,  Manager 


Birmingham  Office: 
424-425  Chamber  of  Commerce  Bldg. 

GEORGE  C.  MCLAUGHLIN,  Manager 


Ship  Through  the 


Port  of  Los  Angeles 

34  Steamship  Services  Reaching  Over  100  World  Ports 


LIST  OF  DIRECT  PORT  CONNECTIONS: 


Acajutla,    Salvador 
Acaputco,    Mexico 
Alexandria,    Egypt 
Amapala,   Honduras 
Antofagasta,    Chile 
Antwerp,  Belgium 
Arica.   Chile 
Avonmouth,    England 
Auckland,   New   Zealand 
Bahia   Blanca,   Argentina 
Balboa,    Canal    Zone 
Baltimore.   Md. 
Baltic  Ports 
Barcelona,  Spain 
Boston.    Mass. 
Bombay,   India 
Buenaventura,    Colombia 
Buenos  Ayres,  Argentina 
Calais.    France 
Calcutta.  India 
Callao,  Pern 
Cartagena,    Colombia 
Cape   Town.    South   Africa 
Cardenas,    Cuba 
Cape    San    Lucas,    Mexico 
Champerico,    Guatemala 
Charleston.   S.   C. 


Christiania,    Norway 
Christobal,  Canal  Zone 
Cienfuegos.    Cuba 
Colombo,   Ceylon 
Corinto,    Nicaragua 
Cuban  Ports 
Dairen,   Manchuria 
Ensenada,  Mexico 
Eten,  Pern 
Finnish   Ports 
Galveston.    Texas 
Genoa,  Italy 
Glasgow,  Scotland 
Gothenburg,    Sweden 
Guayaquil,  Ecuador 
Guaymas.   Mexico 
Hamburg,    Germany 
Harve,  France 
Havana.   Cuba 
Hongkong 
Honolulu 
Hull,    England 
Iquique,    Chile 
Jacksonville,    Florida 
Kobe,  Japan 
La    Libertad,    Salvador 
La  Paz,  Mexico 


La  Union,  Salvador 
Liverpool 
London 

Malmo,  Sweden 
Marseilles,   France 
Mauritius 

Melbourne,   Australia 
Manila,  P.  I. 
ManzanlUo,  Mexico 
Mazatlan,   Mexico 
Moji,  Japan 
Mollendo,   Pern 
Montevideo,    Uruguay 
Nagasaki,   Japan 
New  Orleans 
Nenvitas,   Cuba 
New  York 
Norfolk.    Virginia 
Paita.  Pern 
Philadelphia 
Pisco,  Pern 
Portland,   Oregon 
Port  Said 
Puerto    Colombia 
Puntarenas,  Costa  Rica 
Rio   de   Janeiro.    Brazil 
Rosario,  Argentina 


Writ*  (or  Illuttrattd  Book  and  Port  Map* 


Rotterdam 

St.    Lucia 

Salaverry,    Pen 

Salina   Cruz,   Mexico 

San    Diego 

San  Bias,  Meiico 

San    Francisco 

San  Jose  de  Guatemala 

San  Juan  Del  Sur,  Nicaragua 

Santiago,    Cuba 

Santos,   Brazil 

Savannah.    Georgia 

Seattle 

Shanghai.   China 

Siagon.    Indo-China 

Singapore 

Stockholm.    Sweden 

Sydney,  Australia 

Tacoma 

Talara.    Pern 

Topolobampo.  Mexle* 

Tientsin.    China 

Valparaiso.    Chile 

Victoria.    B.    C. 

Wellington,   New  Zealand 

West  Indian   Ports 

Yokaichi,   Japan 

Yokohama.  Japan 


Board  of  Harbor  Commissioners 
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I '  Digest  of  New  Complaints 
L • 

No.  11818,  Sub.  No.  1.    Van  Cleave  Saw  Mill  Co.,  St.  Louis,  vs.  Payne, 

aSA8(faeinL't  the  penalty  charge  of  $10  per  car  for  each  day  or  frac- 
tionll  part  of  a  day  that  cars  loaded  with  lumber  were  "eld  for 
reconsignment  after  48  hours  after  the  hour  at  which  free  time 
began  to  run  under  the  demurrage  rules.    Asks  reparation. 
No.   11818,   Sub.    No.   2.     Geo.   W.    Miles   Timber  and   Lumber   Co.,    bt. 

^gainst'the' penalty  charge  of  $10  per.car  for  each  day  or  frac- 
tional part  of  a  day  that  cars  loaded  with  lumber  were  held  for 
reconsignment  after  48  hours  after  the  hour  at  which  free  time 
began  to  run  under  the  demurrage  rules.     Asks  reparation. 
No.  11818,  Sub.  No.  3.    Berthold  &  Jenning  Lumber  Co.,  St.  Louis,  vs. 

"Against  the  penalty  charge  of  $10  per  car  for  each  day  or  frac- 
tional part  of  a  day  that  cars  loaded  with  lumber  were  held  for 
reconsignment  after  48  hours  after  the  hour  at  which  free  time 
began  to  run  under  the  demurrage  rules.  Asks  reparation. 
No.  11818,  Sub.  No.  4.  Robt.  Kamm,  doing  business  as  Robt.  Kamm 
Lumber  Co.,  St.  Louis,  vs.  Same. 

Against  the  penalty  charge  of  $10  per  car  for  each  day  or  frac- 
tional part  of  a  day  that  cars  loaded  with  lumber  were  held  for 
reconsignment  after  48  hours  after  the  hour  at  which  free  time 
began  to  run  under  the  demurrage  rules.  Asks  reparation.  ,  .• 
No.  11818,  Sub.  No.  5.  The  Nicola,  Stone  &  Myers  Co.,  Cleveland,  O., 
vs.  Same. 

Against  the  penalty  charge  of  $10  per  car  for  each  day  or  frac- 
tional part  of  a  day  that  cars  loaded  with  lumber  were  held  for 
reconsignment  after  48  hours  after  the  hour  at  which  free  time 
began  to  run  under  the  demurrage  rules.  Asks  reparation. 
No.  11818,  Sub.  No.  6.  The  Myers-Parsons  Lumber  Co.,  Cleveland,  O., 
vs.  Same. 

Against  the  penalty  charge  of  $10  per  car  for  each  day  or  frac- 
tional part  of  a  day  that  cars  loaded  with  lumber  were  held  for 
reconsignment  after  48  hours  after  the  hour  at  which  free  time 
began  to  run  under  the  demurrage  rules.  Asks  reparation. 
No.  11818,  Sub.  No.  7.  The  Union  Wholesale  Lumber  Co.,  Youngstown, 
O.,  vs.  Same. 

Against  the  penalty  charge  of  $10  per  car  for  each  day  or  frac- 
tional part  of  a  day  that  cars  loaded  with  lumber  were  held  for 
reconsignment  after  48  hours  after  the  hour  at  which  free   time 
began  to  run  under  the  demurrage  rules.     Asks  reparation. 
No.  11818,  Sub.  No.  8.     Burnaby  Bros.  Lumber  Co.,  Chicago,  vs.  Same. 
Against  the  penalty  charge  of  $10  per  car  for  each  day  or  frac- 
tional part  of  a  day  that  cars  loaded  with  lumber  were  held  for 
reconsignment  after  48  hours  after  the  hour  at  which  free  time 
began  to  run  under  the  demurrage  rules.     Asks  reparation. 
No.   11818,  Sub.   No.  9.     Chicago  Lumber  and  Coal  Co., 'St.   Louis,  vs. 
Same. 

Against  the  penalty  charge  of  $10  per  car  for  each  day  or  frac- 
tional part  of  a  day  that  cars  loaded  with  lumber  were  held  for 
reconsignment  after  48  hours  after  the  hour  at  which  free  time 
began  to  run  under  the  demurrage  rules.  Asks  reparation. 
No.  11818,  Sub.  No.  10.  South  Arkansas  Lumber  Co.,  St.  Louis,  vs. 
Same. 

Against  the  penalty  charge  of  $10  per  car  for  each  day  or  frac- 
tional part  of  a  day  that  cars  loaded  with  lumber  were  held  for 
reconsignment  after  48  hours  after  the  hour  at  which  free  time 
began  to  run  under  the  demurrage  rules.  Asks  reparation. 
No.  11818,  Sub.  No.  11.  W.  T.  Ferguson  Lumber  Co.,  St.  Louis,  vs, 
Same. 

Against  the  penalty  charge  of  $10  per  car  for  each  day  or  frac- 
tional part  of  a  day  that  cars  leaded  with  lumber  were  held  for 
reconsignment  after  48  hours  after  the  hour  at  which  free  time 
began  to  run  under  the  demurrage  rules.  Asks  reparation. 
No.  11818,  Sub.  No.  12.  Gloor-Ortmann  Lumber  Co.,  St.  Louis,  vs. 
Same. 

Against  the  penalty  charge  of  $10  per  car  for  each  day  or  frac- 
tional part  of  a  day  that  cars  loaded  with  lumber  were  held  for 
reconsignment  after  48  hours  after  the  hour  at  which  free  time 
began  to  run  under  the  demurrage  rules.  Asks  reparation. 
No.  12429,  Sub.  No.  1.  Pacific  Guano  and  Fertilizer  Co.,  San  Francisco, 
Calif.,  vs.  Southern  Pacific,  Director  General  Davis  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  animal  manure  from  Perth  and  Lovelock,  Nev.,  to 
destinations  In  California.     Asks  cease  and  desist  order,  just  and 
reasonable  rates  and  reparation. 
No.  12535,   Sub.   No.   1.     Hastings  Gas  Co.   et  al.,  Hastings,   Neb.,  VB. 

A.  T.  &  S.  F.  et  al. 

Excessive,  unjust  and  unreasonable  rates  on  fuel  oil  and  gas 
oil  from  points  in  the  Kansas  and  Oklahoma  oil  fields;  also  from 
Joplin  and  Kansas  Oity,  Mo.,  to  Crete,  Hastings  and  Grand 
Island,  Neb.,  and  Sioux  City,  la.  Asks  cease  and  desist  order, 
Just  and  reasonable  rates  and  reparation. 
No.  12575,  Sub.  No.  2.  Italian  Government  Commission,  New  York,  vs. 

B.  &  O.,  Payne  et  al. 

Unjust  and  unreasonable  storage  charges  on  various  commodi- 
ties at  ports  of  New  York  and  Baltimore.    Asks  reparation. 
No.   12576,  Sub.    No.  3.     Italian   Government  Commission  vs.   B.   &  O., 
Payne  et  al. 

Knjust  and  unreasonable  storage  charges  on  many  commodities 
held  at  the.  port  of  New  York  for  export.     Asks  reparation. 
No.  12576,  No.  4.     Italian  Government  Commission  vs.  B.  &  O.,  Pavne 
et  al. 

Unjust  and  unreasonable  storage  charges  on  various  commod- 
ities at  the  port  of  New  York.  Asks  reparation. 

No.  12593.    The  Peters  Cartridge  Co.,  Cincinnati,  O.,  vs.  Pennsylvania, 
Payne  et  al. 

Unjust,  unreasonable,  unduly  prejudicial  and  discriminatory 
rates  on  cartridges  from  Kings  Mills,  O.,  to  Duluth,  Minn.,  via 
Cleveland  and  lake.  Asks  cease  and  desist  order,  just  and  reason- 
able rates  and  reparation. 

No.  12594.    Walter  A.  Zelnlcker  Supply  Co.,  St.  Louis,  Mo.,  vs.  Illinois 
Central,  Payne  et  al. 

Unjust,  unreasonable,  unduly  prejudicial  rates,  also  violative  of 
long-and-short  haul  and  aggregate  of  intermediate  rate  provision 
of  section  4,  on  a  locomotive  from  East  St.  Louis  to  Marianna,  La. 
Asks  cease  and  desist  order.  Just  and  reasonable  rates  and  repara- 
tion. 

No.  12595.     Walrath  &  Sherwood  Lumber  Co.  et  al.,  Omaha,  Neb.,  vs. 
New  York  Central.  Payne  et  al. 

Unjust   nnd    unreasonable    rates    on    coke    and    hard    coal    from 
«ints   In  Wisconsin,   Missouri.   Ohio   and   Alabama,   to   points   in 
Nebraska.     Asks  cease  and  desist  order,  just  and  reasonable  rates 
and  reparation. 


No.  12596.    Pressed  Steel  Car  Co.,  Pittsburgh,  Pa.,  vs.  B.  &  O.,  Payne 

etUnjust,    unreasonable,    unjustly    discriminatory    and    Prejudicial 
transportation    charges    because    in    excess    of    current  /'"/burgh 
district  rate  on  all   freight  received   by  complainant.     Asks  cease 
and  desisf  order   just  and  reasonable  rates  and  reparation 
No.    12597.     O-So-Ezy   Products   Co.    et  al.,    Chicago,    111.,    vs.    1 

^Unjuit  ^nd  "unreasonable   rates   on   furniture   polish    mops   and 
mop   handles  in   mixed  and   straight   shipments,   from   Chicago  t< 
various    destinations    named    in    Tra"sc1°"t'n^nlalloF0rel^kf  ^e 
Westbound   tariffs,   Countiss,   I.    C     C.    1019   and 
and  desist  order,  just  and  reasonable  rates  and  reparation 
No.  12598.    Wilson  &  Co.,  Inc.,  of  Oklahoma,  vs.  N.  C.  &  St.  L.,  Payne 

etl?n'just  and  unreasonable  rates  on  hogs  in  single-deck  cars  from 
Nashville    Tenn.,  to  Oklahoma  City,  Okla.     Asks  cease  and  desist 
order,  just  and  reasonable  rates  and  reparation. 
No.  12599..  Wilson  &  Co..  Inc.,  of  Oklahoma  vs.  Illinois  Central,  Payne 

6  ifnjust  and  unreasonable   rates   on   sweet   pickled  and   dry   salt 
meat  from  Rockford,  111.,  to  Oklahoma  City,   Okla.     Asks  repara- 

No.  12600.     The  Welch  Grape  Juice  Co.,  Westfield,  N.  Y.,  vs.  Atlantic 
Coast  Line,   Payne  et  al. 

Unjust  and  unreasonable  rates  on  unfermented  grape  Juice  from 
Westfield  N  Y.,  and  North  East,  Pa.,  to  points  in  North  and 
South  Carolina.  Asks  cease  and  desist  order,  just  and  reasonable 
rates  and  reparation. 

HIDES,  FORT  WORTH  TO  ST.  JOSEPH 

A  motion  to  dismiss  was  made  by  the  defendants  at  the 
hearing  on  Docket  No.  12207,  Swift  &  Co.  vs.  C.  R.  I.  &  P.  et  al., 
before  Examiner  McQuillan  in  Chicago,  April  18.  The  complain- 
ants asked  for  reparation  on  ten  cars  of  green  salted  hides  which 
moved  from  North  Fort  Worth,  Tex.,  to  South  St.  Joseph,  Mo., 
during  and  subsequent  to  federal  control, 'and  on  which  a  rate  of 
39  cents  was  assessed.  Ross  D.  Rynder,  for  the  complainant, 
pointed  out  that  a  rate  of  26  %  cents  was  contemporaneously  in 
effect  on  all  other  lines  and  that  this  rate  also  appeared  in  C.  R. 
I.  &  P.  tariffs  both  before  and  after  the  issue  under  which  the 
ten  cars  move.  John  B.  Finerty,  speaking  for  the  Director-Gen- 
eral and  the  defendant  carriers,  said  he  had  proposed  the  matter 
be  adjusted  on  an  informal  reparation  docket,  but  that  hia  pro- 
posal had  arrived  at  the  Commission  offices  too  late  to  permit 
the  cancellation  of  the  hearing. 


B.   &   O.    EQUIPMENT 

The  Baltimore  &  Ohio  Railroad  Company  has  filed  an  ap- 
plication with  the  Commission  asking  for  authority  to  assume 
rental  payments  to  the  amount  of  $675,000  under  an  equipment 
trust  of  June  1,  1920,  between  the  New  England  Fuel  and  Trans- 
portation Company,  the  Bethlehem  Steel  Company  and  the 
Bankers  Trust  Company,  trustee.  Under  the  equipment  trust 
the  B.  &  O.  will  acquire  549  steel  hopper  cars. 


HEARING    POSTPONED 

At  the  request  of  Cornelius  Reardon,  attorney  for  the  com- 
plainants, who  pleaded  that  he  was  not  prepared  to  go  on,  and 
on  the  acquiescence  of  H.  I.  Allen,  attorney  for  the  defendant 
carriers,  hearing  on  Docket  No.  12237,  which  was  scheduled  to 
take  place  before  Examiner  McQuillan  in  Chicago,  April  21,  was 
postponed  to  a  date  to  be  later  set  by  the  Commission. 


INTERSTATE    R.    R.    CO.    STOCK 

The  Commission  has  authorized  the  Interstate  Railroad 
Company,  controlled  by  the  Virginia  Coal  and  Iron  Company, 
to  issue  not  exceeding  $338,000  of  capital  stock  to  be  sold  to 
the  Virginia  Coal  and  Iron  Company  at  par  for  cash.  The  pro- 
ceeds will  be  used  for  additions  and  betterments  and  equip- 
ment and  to  reimburse  the  company's  treasury  for  expenditures 
heretofore  made  for  additions  and  betterments. 


C.  C.  C.  &  ST.  L.  NOTES 

The  Cleveland,  Cincinnati,  Chicago  &  St.  Louis  Railway- 
Company  has  been  authorized  by  the  Commission  to  issue  6 
per  cent  promissory  notes  of  $500,000  and  of  $425,000  to  the 
Guaranty  Trust  Company  of  New  York,  and  the  Central  Union 
Trust  Company  of  New  York,  respectively,  in  renewal  of  pro- 
missory notes  for  like  amounts. 


D.  T.  &   I.   BONDS 

The  Detroit,  Toledo  &  Ironton  Railroad  Company  has  filed 
an  application  with  the  Commission  asking  for  authority  to 
issue  $182,000  of  first  mortgage  50-year  5  per  cent  gold  bonds 
for  the  purpose  of  reimbursing  the  company  for  expenditures 
made  for  improvements  and  betterments. 


PETITIONS    FOR    REHEARING 

Complainants  in  Nos.  10981,  Gallon  Iron  Works  &  Mfg.  Co. 
vs.  C.  C.  C.  &  St.  L.  et  al.,  and  11151,  Standard  Asphalt  & 
Refining  Co.,  Inc.,  vs.  T.  &  P.  et  al.,  have  petitioned  the  Com- 
mission to  grant  rehearings. 


LOAN   TO  C.  &  O. 

The  Commission  has  approved  a  loan  of  $5,338,000  to  the 
Chesapeake  &  Ohio  Railway  Company  to  aid  it  in  making  addi- 
tions and  betterments  and  acquiring  equipment. 
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Just  Off  the  Press 

THE  INTERPRETATION 
OF  TARIFFS 

By  R.  R.  LETHEM 

.A  150  paged  book  explaining  in 
complete  detail  methods  of  figur- 
ing all  kinds  of  freight  rates,  con- 
crete examples  being  used  to  the 
more  clearly  illustrate  the  necessary 
steps. 

The  contents,  as  indicated  by  the 
chapter  headings,  is  as  follows: 


The  Tariff  a  Price  Last 

The  Various  Classifications 

General  Tariff  Interpretation  Rules 

Method  of  Figuring  Rates 

Carload  and  Less-than-Carload  'Freight 

Joint  Commodity  Rates 

Class  Rates,  Carload  and  L.  C.  L. 

Freight  Rate  Territories 

Application  of  Agency  Tariffs 

Use  of  Transcontinental  Tariffs 

Rates  to  Pacific  Coast 

C.  F.  A.  Rates  to  Southeast  and  Western  Trunk  Line 
Rates  to  Carolinas 

Rates  Missouri  River,  etc.,  to  Southeastern  Territory 

From  New  England  and  Trunk  Line  to  Mississippi 
Valley,  etc. 

Mississippi  River  Crossings,  etc.,  to  Lower  Missis- 
sippi River  Points 

Mixed  Carloads 

Rates  to,  From  and  Between  Southwestern  Points 

Leland's  Arbitraries  and  Differentials 

Transit  Privileges — Grain 

Lumber  Transit 

Export  and  Import  Rates 

Reconsignment  and  Diversion 

Demurrage  and  Storage 

Switching  and  Trap-Car  Service 

Cleaning,  Grading,  Fabricating,  Refining,  etc. 

Concentrating  and  Compressing  Cotton 

Size  4-! ,  x  6 ' ...  inches  (Pocket  Size) 

Delivered,  Price  $1.00 

The  Traffic  Service  Corporation 

418  South  Market  Street 
CHICAGO 


North  China  Line 

(Columbia  Pacific  Shipping  Company) 

OF 

PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,    Tientsin    i  Taku    Bar), 

Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama  and  Kobe 

Sailing*  Every  Twanty-on*   Day*  From 

PORTLAND,  OREGON 
(ALL  AMERICAN  IU(  A-l  St*.l  Ste.m.r. 

SS  "WEST  KEATS"  April  tS 

SS  "WEST  NIVARIA"  M»y  16 

SS  "BEARPORT"  June  6 

SS  "WEST  KADER"  June  27 

Transhipment  at  Shanghai   to   American    River  steamers   for 

Hankow,    Pukow,    Nanking    and     other     open 

Yangtae   River   ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 

Sudden  &  Christenson 

General  Eastern  Afenta 

44  Whitehall  St.,  New  York  City 

or 

Columbia  Pacific  Shipping  Company 

General  Offices 

Board  of  Trade  Building,  Portland,  Oregon 


COMMERCIAL 

BANKS 


La  Salle,  Adams,  Quincy  and 
Wells  Streets 


Invested  Capital  More  Than  Fifty-five  Millions 


r"p!HE  Traffic  Department 
•*•  of  these  Banks  is  espe- 
cially equipped  to  assist  manufacturers, 
merchants  and  shippers  in  preparing 
documents,  routing  shipments,  and 
in  other  problems  incident  to  foreign 
and  domestic  commerce. 

You  are  itrviteJ  to  make  full  use 
of  our  Traffic  Department 


W.  A.  DUNNETT 


Traffic  Advisor 
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Docket  of  the  Commission 


Note.       ltem«  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.     Cancel- 
lations and  postponements  announced  109. late  to  show  tne  cnange 
this  Docket  will  be  noted  elsewhere. 

April  25— Argument  at  Washington,  D.  C.: 

11187— Henry  W.  Feabody  &  Co.  vs.  C.  M.  &  St.  P.  Ry.  et  al. 

11268— Ring-wood  Company  vs.  Erie  R.  R.  et  al. 

11359— Wharton  Steel  Co.  vs.  Pa.  R.  R.  et  al. 

11360— Mount  Hope  Mineral  R.  R.  Co.  vs.  C.  R.  R.  of  N.  J.  et  al. 
April  25— Pittsburgh.  Pa.— Examiner  Steer: 

12147—Gulf  Production  Co.  vs.  Midland  Valley  et  al. 

12147  (Sub.  No.  1)— Gulf  Pipe  Line  Co.  vs.  Midland  Valley  et  al. 

12147  (Sub.  No.  2)— Gulf  Pipe  Line  Co.  vs.  Midland  Valley  et  al. 

12147  (Sub    No.  3)— Gulf  Production  Co.  vs.  Midland  Valley  et  al. 

12147  (Sub.  No.  4)— Gulf  Production  Co.  vs.  St.  L.-S.  F.  Ry.  et  al. 

12204— Gulf  Refining  Co.  of  Louisiana  vs.  K.  C.  S.  Ry.  et  al. 
April  25 — Nashville,  Tenn. — Examiner  Hosmer: 

12132 — Tennessee  rates  and  charges. 
April  25 — Minneapolis,  Minn. — Examiner  Wilson: 

12272 — The  Pure  Oil  Co.  vs.  Director  General. 
April  25— Phoenix,  Ariz.— Examiner  Archer: 

12024 — Arizona  Packing  Co.  et  al.  vs.  Director  General: 

12179 — Traffic  Bureau  Chamber  of  Commerce,  Phoenix,  et  al.  vs.  Sou. 

12198-^-Traffic   Bureau   Chamber   of   Commerce,    Phoenix,    et   al.    v». 

Great  Northern  et  al. 
April  25— San  Francisco,  Calif.— Examiner  Pattison: 

12192 — Standard  Oil  Co.  (California)  vs.  P.  &  L.  E.  R.  R.  et  al. 
April  25 — Presque  Isle,  Maine — Examiner  Satterfleld: 
12210— American  Fruit  and  Vegetable  Shippers'  Assn.  vs.  Bangor  & 

Aroostook  et  al. 
12274 — American  Fruit  and  Vegetable  Shippers'  Assn.  vs.  Bangor  & 

Aroostook  et  al. 
April  25— Washington,  D.  O. — Examiner  Curran: 

Finance  Docket  1385 — Application  of  the  Western  Pacific  R.   R.  Co. 

for  authority  to  issue  bonds. 
Finance  Docket  1386 — Application  of  the  Denver  &  Rio  Grande  West- 

orn  R.  R.  Co.  for  authority  -to  issue  common  capital  stock. 
April   26 — Washington,   D.   C. — Examiner  Davis: 

*  Finance   Docket  1248 — Application  of  the  C.   C.    C.   &   St.   L.   Ry.    Co. 

for  authority  to  acquire  control  by  purchase  of  the  Evansville,  In- 
dianapolis &  Terre  Haute  Ry.  Co. 
April  26 — Chicago.  111. — Examiner  McQuillan: 

I.  and  S.  1309 — Transit  privileges  on  grain  »>.t  Chicago  district  stop- 
over  points. 
April  26 — St.   Paul.  Minn. — Examiner  Wilson: 

11776 — Minnesota  fares  and  charges. 
April  26 — Pittsburgh,  Pa. — Examiner  Steer: 

12220— The  Pittsburgh  Steel  Co.  vs.  P.  &  L.  E.  et  al. 
12225— The  Pittsburgh  Steel  Co.  vs.  P.  &  L.  E.  et  al. 
April  27 — St.  Ixniis,  Mo. — Examiner  Wagner: 

12169 — The  Bradbury  Marble  Co.  et  al.  vs.  B.  &  O.  et  al. 
April  27 — Washington,  D.  C. — Examiner  Carter: 

12159 — Consolidated  Press  Assn.  vs.  Western  Union  Telegraph  Co. 
April  27 — Reno,  Nev. — Examiner  Pattison: 

12171 — Public  Service  Commission  of  Nevada  vs.  A.  T.  &  S.  F.  et  al. 
April  28 — Duluth,  Minn. — Examiner  Clarke: 

Finance   Docket  1258 — Application  of  the  Duluth  &  Northern  Minne- 
sota Ry.  Co.  for  a  certificate  of  public  convenience  and  necessity. 
April  29 — Washington,  D.  C. — Examiner  Carter: 

*  12121 — Fort  Smith.  Subiaco  &  Rock  Island  R.  R.  Co.  vs.  Aberdeen  & 

Rockflsh  et  al.  (for  further  hearing). 
May  2 — Jacksonville,  Fla. — Examiner  Hosmer: 
12591 — H.    S.   Cummins,    receiver,   Ocklawaha  Valley   R.   R.    Co.    vs. 

A.  C.  L.  et  al. 
May  2 — Santa  Fe,  N.  M. — Examiner  Gerry: 

12351 — Santa  Fe  Metal  and  Iron  Co.  vs.  Director  General. 
May  2 — Lancaster,  Pa. — Examiner  Carter: 

12366 — John  W.  Eshelman  &  Sons  et  al.  vs.  M.  &  O.  et  al. 
May  2 — Bay  City,  Mich.- — Examiner  Jewell: 
12373 — The   Kneeland   Bigelow  Co.   et   al.    vs.   Director  General   and 

Michigan  Central. 
May  2 — Pueblo,  Colo. — Examiner  Pattison: 

12227 — Driscoll  Coal  and  Wood  Co.  et  al.  vs.  Director  General. 
May  2 — New  Orleans,  La. — Examiner  Archer:- 
I.  and  S.  1320 — Oil  from  Texas  ports  to  Sulphur  Mine,  La. 
May  3 — Washington,  D.  C. — Examiner  Bartel: 
»  12557 — Northern  West  Virginia  Coal  Operators'  Assn.  vs.  P.  &  L.  E. 

et  al. 

May  4 — Chicago,  111. — Director  Colston: 
«   Finance    Docket   1165— Application   of  the   N.   Y.   C.   R.   R.   Co.    for  a 

certificate  of  public  convenience  and  necessity  (further  hearing). 
May  4 — New  York,  N.  Y. — Examiner  Carter: 
12104 — Midland  Linseed  Products  Co.  vs.  Erie  et  al. 
12290 — Midland  Linseed  Products  Co.  vs.  Erie  et  al. 
May  4 — Argument  at  Washington.  D.  C. : 

I.  and  S.   1269 — Extension  of  Memphis  Southwestern   scale  to  addi- 
tional southwestern  points. 
Fourth  Section  App.  11761 — F.  A.  Leland. 


May  5— New  York,  N.  Y.— Examiner  Carter: 

12295— West  Virginia  Pulp  &  Paper  Co.  vs.  Director  General. 
May  5 — Douglas,  Ariz. — Examiner  Gerry: 

12364 — Southern    Arizona   Traffic   Assn.    et   al.    vs.    Arizona   Eastern 

12391— Southern   Arizona   Traffic   Assn.    et   al.    vs.    Arizona   Eastern 

et  al. 
May  5 — Milwaukee.  Wis. — Examiner  Jewell: 

12288— Jiffy  Dessert  Co.  vs.  C.  &  N.  W.  et  al. 

Portions  of  fourth  section  application  959 — W.  A.  Poteet. 
May  5 — Argument  at  Washington,  D.  C. : 

12123 — Ohio  rates,  fares  and  charges. 
May  6— New  York,  N.  Y.— Examiner  Carter: 

12296 — International  Paper  Co.  vs.  Director  General. 
May  6 — Argument  at  Washington,  D.  C.: 

10393— Pittsburgh,    Allegheny   &   McKees   Rocks   R.    R.    Co.    vs.    Pa. 

10236— Diamond  Alkali  Co.  vs.  Fairport,  Painesville  &  Western  et  al. 
May  7 — New  York,  N.  Y. — Examiner  Carter: 

12303— Edwin  H.   Sayre  fct  al.  vs.   C.  R.  R.  of  N.  J.   et  al. 
May  7 — Minneapolis,   Minn. — Examiner  Jewell: 

12246 — Brooks  Scanlon  Lumber  Co.  et  al.  vs.  Ann  Arbor  et  al. 
May  9 — Washington,  D.  C. — Examiner  Smith: 
*l.  and  S.  1322 — Minimum  charge  on  L.  C.  L.  shipments. 
May  9 — New  York,  N.  Y. — Examiner  Barclay: 

12066 — Construction    and    repair    of   railroad    equipment    (locomotive 

equipment  of  the  N.  Y.  C.  R.  R.  Co.  lines  east  and  west). 
May  9 — Norfolk,  Va. — Examiner  Fuller: 

12375 — F.  S.  Royster  Guano  Co.  vs.  Director  General. 
May  9 — Peoria,  111. — Examiner  Money: 

12291— Sharon  Coal  Co.  et  al.  vs.  C.  &  A.  et  al. 

12280— Central  Illinois  Light  Co.  vs.  C.  &  A.  et  al. 
May  9 — Minneapolis,  Minn. — Examiner  Jewell: 

12344 — Canby  Milling  Co.  vs.  O.  St.  P.  M.  &  O.  et  al. 
May  9 — Los  Angeles,  Cal. — Examiner  Gerry: 

12294 — Calivada  Fertilizer  Co.  vs.  Southern  Pacific  et  al. 

12390 — California    Fruit    Cowers'     Exchange    vs.    Grand    Trunk    of 

Canada  et  al. 
May  9 — Salina,  Kan. — Examiner  Early: 

12334 — Freeman  Grain  C».  vs.  Director  General. 
May  10 — New  York,  N.  Y. — Examiner  Carter: 

12382 — Chevrolet  Motor  Co.  of  Texas  vs.  C.  R.  I.  &  P.  et  al. 

12383 — Chevrolet  Motor  Co.  of  New  York  vs.  C.   &  E.   I.  et  al. 

12383,  Sub.  No.  1— Chevrolet  Motor  Co.  of  New  York  vs.  C.  &  E.  I. 

et  al. 
May  11 — Chicago,  111. — Examiner  Money: 

*  I.  and  S.  1316 — Carload  minimum  weight  on  sugar  between  western 

points. 

May  11 — Duluth,  Minn. —Examiner  Jewell: 

12339 — Minnesota  Steel  Co.  vs.  D.  M.  &  N.  and  Director  General. 
12329 — Oliver  Iron  Mining  Co.  vs.  Director  General  and  D.  M.   &  N. 
May  11 — Atlanta,  Ga. — Examiner  Fuller: 

12233 — Hudson  Mule  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al.     Such  fourth 
section  departures  as  may  exist  in  the   adjustment  of  rates  will 
be  considered  by  the  Commission  in  the  disposal  of  this  complaint. 
May  11 — Argument  at  Washington,  D.  C.: 

11040 — Boston  Wool  Trade  Assn.  vs.  B.  &  A.  et  al. 
May  11 — New  York,  N.  Y. — Examiner  Carter: 
12381 — Chevrolet  Motor  Co.   of  Michigan  vs.   Grand  Trunk   Western 

et  al. 

12395 — Chevrolet  Motor  Co.  of  California  vs.  Erie  et  al. 
May  12 — Chicago,  111. — Examiner  Money: 

*  12276 — Wm.  L.  Carney  vs.  Director  General. 

*  12372— Wm.  L.  Carney  vs.  M.  St.  P.  &  S.  S.  M.  et  al. 
May  12 — New  York,   N.  Y. — Examiner  Carter: 

12397 — Chevrolet  Motor  Co.  of  Texas  vs.   Michigan  Central  et  al. 
May  12 — Washington,  D.  C. — Examiner  Smith: 

12352 — C.  G.  Chevalier  vs.  Director  General. 
May  12 — Wichita,   Kan.— Examiner  Early: 

12326— The   Wichita  Board  of   Commerce   et  al.   vs.   A.   T.    &   S.   F. 
et  al. 

12353— The  Vickers  Petroleum  Co.,  Inc..  vs.  A.  T.  &  S.  F.  et  al. 
May  12 — Argument  at  Washington,  D.  C. : 

11673— The  Ft.  Dodge  Commercial  Club  et  al.  vs.  Ark.  Central  et  al. 

10461 — Peerless  Coal  Co.  of  Illinois  vs.  A.  T.  &  S.  F.  et  al. 

10461    (Sub.   No.  1)— The  Jones  &  Adams  Coal  Co.  vs.  A.  T.  &  S.  F. 

et  al. 
May  12 — San  Francisco,  Calif. — Examiner  Gerry: 

12306— E.  W.   Fallini  vs.   Sou.   Pac. 

12540— E.  W.  Fallini  vs.   Sou.  Pac.  et  al. 

12429 — Pacific  Guano  and  Fertilizer  Co.,  Inc.,  vs.  Sou.  Pac.  et  al. 
May  13 — Argument  at  Washington,  D.  C. : 

*  11395 — The  Gary-Sand-Llne  Brick  Co.  vs.  A.  T.  &  S.  F.  et  al. 

*  11354— Producers'  Refining  Co.  vs.  G.  C.  &  S.  F.  et  al. 

*  11317— Illinois  Brick  Co.  et  al.  vs.  Pa.  R.  R.  et  al. 
May  13 — Chicago.  111. — Examiner  Money: 

I2348— Briggs  &  Turivas  vs.  Southern  Ry.  and  Director  General. 

*  12323— Edgar  C.  Foster  vs.  C.  &  A.  et  al. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 


.,.rK 
stock  ol  the  Chica 


"^if  N°   y«5'/hlca«2-  t|1-»<',rll5-9.'to1|'ef«llm««I««y  «h).  Chicago:  application  ol  the  New  York  Central  RR.  to  purchase  capital 
go  Blver  and  Indiana  RR.  Co.;  to  lease  by  the  Chicago  Junction  Hy.  Co.  ot  Chicago  River  and  Indiana  RR.  Co  •  to  qrant  to  N  Y  C  RR  Co 
option  to  purchase  Chicago  Junction  By.  Co.,  and  all  properties  to  be  leased  by  it  to  Chicago  River  and  Indiana  RR.  Co. 


Official  transcripts  of  the  testimony  taken  in  proceedings 
of  the  Commission  (see  Docket  of  the  Commission  in  each 
issue  of  The  Traffic  World)  throughout  the  country  except 
Washington  can  be  had  only  from  The  State  Law  Reporting 


Company,   official   reporters   to   the   Commission,    Woolworth 
Building,  New  York  City. 

The  charge,  as  fixed  by  the  Commission,  is  12%  cents  per 
page  for  each  copy  furnished. 
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Atlantic  Electric  Truck  equipped 
with  Kxldc-Ironclad  Battery 


"CT"  Electric  Truck  equipped  with 

I  \iilr    MI-HI  I. nl  Battery 


Walker  El.-,  irl,    Inn  k  ,-,|ii .1 

Kxldc-lronclad  Ratfrry 
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House-to-house  delivery  calls 
for  electric  trucks 


When  it's  a  question  of  many 
stops  and  short  hauls  (fifty  miles 
a  day  or  less)  the  electric  truck 
is  a  most  efficient  and  dependable 
vehicle.  Cost  records  prove  it.  Re- 
tail stores  and  wholesale  houses 
find  that  electric  trucks  stay  on 
the  job;  when  they  add  to  their 
fleets,  they  reorder  electrics. 

Reliability,  simplicity,  and  long 
life  are  the  chief  advantages  of 
the  electric  truck;  they  follow 
from  the  kind  of  power  used — 
electric  power,  furnished  by  a 
storage  battery. 

Any  good  electric  is  the  better 
for  an  Exide-Ironclad  Battery. 
The  Exide-Ironclad  supplies  all 
the  power  it  can  use,  maximum 

Write  today  for  free  booklet  " 
learn  how  you  too  can  cut  your 

THE  ELECTRIC  STORAGE  BATTERY  CO. 

Oldest  and  largest  manufacturers  In  the  world  of  StoragelBatteries  for  every  purpose 


output  from  the  charging  input, 
and  years  of  trouble-free  service. 
It  is  the  only  battery  made  that 
combines  all  four  of  these  essen- 
tials— power  ability,  ruggedness, 
efficiency,  and  long  life. 

There  is  no  battery  like  it.  This 
is  proved  by  the  remarkable  rec- 
ords made  by  Exide-Ironclad  Bat- 
teries on  trucks  and  tractors  of 
every  kind,  and  operating  under 
all  sorts  of  conditions,  for  the  past 
ten  years.  It  represents  thirty- 
three  years  of  development  by  the 
largest  manufacturers  of  storage 
batteries  in  the  world.  Let  us 
refer  you  to  some  of  the  firms 
that  use  Exide-Ironclad-equipped 
trucks. 


Keep  Them  Mming"  and 
haulogelcosts  with  electrics. 


1888 


PHILADELPHIA 


1921 


What  Exide 
users  write: 

"If  there  were  any  other 
truck*  or  batterie*  that 
would  do  the  work  better 
or  more  economically,  we 
would  have  bought  them; 
to  far  they  have  surpassed 
our  expectation*." 

"We  have  used  electric 
trucks  equipped  with  Ex- 
ide-Ironclad Batterie*  for 
eight  years,  and  each  bat- 
tery from  three  to  four 
yean.  Our  trucks  average 
about  30  mile*  per  day." 

"Our  service  has  not 
been  interrupted  in  any 
manner  whatsoever  due 
to  any  trouble  of  the  bat- 
teries." 

"We  believe  the  Ironclad 
to  be  the  most  efficient 
battery  and  covering  all 
electric  truck  needs." 


Branches  in  seventeen  cities 
Eilde  Batteries  of  Canada,  Limited.  133-157  Dufferln  Street,  Toronto 


IRONCLAD 

BATTERIES 
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MID.WEST  Box  COMPANY 


Look  for 

the 
Trade  Mark 


Use 

Triple  Tape 
Corners 


Corrugated 
Fibre-Board 
Products 

Solid  Fibre 

Containers 

MID-WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 


GENERAL  OFFICES: 
1337  Con  way  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Rokomo,  Ind. 

We  operate  our  own  boxboard  and  strawboard  mills 
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Our  output  is  large 

because 


we  serve 
so -well 


Duo-Safety  Tags 


The  Duo-Safety  Ship- 
ping, Tag,  with  identifi- 
cation stub  that  cannot 
be  destroyed,  insuring 
you  against  lost  ship* 
ments. 


Coupon  Tags 

Coupon  Tags  for  every 
purpose,  which  we  de- 
sign specially  to  fit 
customers'  needs. 


Work  Tags 

Work  Tags  of  every 
type,  which  can  be 
developed  to  a  point 
of  efficiency  equal  to, 
and  part  of,  your 
cost  system. 


JET  us  &et  into  this  ta&  question  with  you 
J— '  and  show  you  the  wonderful  things  that 
ta&s  are  doin&  for  business  today. 

Talk  it  over  with  us  at  the  factory  or  with 
our  representative.  Find  out  how  big,  bus- 
iness is  usii%  ta&s  in  the  shop  and  factory 
to  make  cost  and  accounting  systems  1009k 
perfect;  how  ta&s  have  eliminated  lost  mo- 
tions in  plant  operations;  how  they  have 
straightened  out  interdepartmental  tangles; 
how  they  have  speeded  up  production;  how 
jDuO'Jafety  Ta&s,  our  exclusive  product, 
have  insured, hundreds  of  b%  firms  against 
lost  shipments. 

We  offer  the  ideas  and  experience  Cleaned 
from  almost  two  decades  of  ta&  specializing. 
We  offer  it  freely,  in  conference  which  does 
not^  obligate  you.  We  will  show  you  what 
bifc  successful  firms  have  done  with  ta&s; 
what  Ta&  Service  means,  as  distinct  from 
ordinary,  old-fashioned  ta&  printing. 

This  service  feature  of  our  business  has 
pushed  it  up  to  its  lar^e  capacity  of  millions 
of  ta&s  a  day,  Naturally  we  make  ta&s 
cheaper,  value  for  value,  because  we  make 
so  many,  with  such'hi&hly  developed  special 
machinery. 


Ask  for  Our  Advice  on  Tags 


St.  Louis,  Mo. 
Cleveland,  Ohio 
Kansas  City,  Mo, 
Boston,  Mass. 


JVTERNATIQNAL 


Main  Office  and  Factory 

Chicago,  Illinois,  U.  S.  A. 

Sales  Offices 

N«w  York  City          Rochester,  N.  Y. 
Milwaukee,  Wis. 
Denver,  Colo. 
Detroit,  Mich. 
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M.M.CO.H 


COJI5         1ARK  1ANU 


CM  m 


UKS  Alt  IHl 


^^^Vr 


The  Faithful  Servant 

of  a  Thousand  Industries 

This  seventy-ton,  all-steel,  drop  bot- 
tom gondola,  with  extra  heavy  con- 
struction throughout,  made  for  a  large 
steel  concern,  is  an  example  of  the  Gen- 
eral American  standard  coal  car. 

The  General  American  Car  Company 
designs  and  builds  all  kinds  of  cars, 
whether  intended  for  ordinary  pur- 
poses, such  as  hauling  coal,  freight, 
grain  or  stock,  or  for  some  uncommon 
purpose  connected  with  a  particular 
business. 

Purchasing  agents  and  executives  of 
railroads  and  manufacturing  companies 
are  invited  to  consult  the  Company's 
engineers  on  any  question  of  car  build- 
ing, without  incurring  any  obligation. 


Subsidiary  of  The  General  American  Tank  Car 
Corporation 

General  Offices:  Harris  Trust  BIdg.,  Chicago,  U.  S.  A. 

Sales  Offices  :  1  7  Battery  Place,  New  York  ; 
24  California  St.,  San  Francisco 


Cable  Addr 


M:  "  Gentankar,  Chicago" 
All  Code. 


GENERAL  AMERICAN  CARS 
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2000  Miles  in  Five  Minutes 

This  is  a  new  way  to   test  your 

i  r-vr\ir»rr      r»oco o      ^iro\7      f  r»       01l'Ynt  tlftt/*      niOll\T 


SEND  a  case  of  your  product  on 
this  trip.     Give  it  the  jars,  bumps,  and 

knocks  it  encounters  from  draymen,  freight     transportation 
handlers,  rough  riding  freight  cars,  the  shock 
of  quick  stopping  of  heavy  equipment,  etc. 


rvb'  i-v       »T  c*,  JF        *.*-*       i>v*w  t      ^  vx  »_»  A 

shipping   case — a  way   to   eliminate  many- 
losses  and  damage  claims. 


In  Jive  minutes  a  haul  of  2,000 
miles  is  actually  simulated  by  means  of  a 
large,  hollow,  revolving  drum  on  the  inside 
of  which  are  scientifically  constructed 
hazards  to  give  the  case  the  severest  tests  it 
would  get  in  actual  transit. 


It  is  but  one  of  the  methods  used 
in  an  investigation  of  the  materials  and  con- 
struction of  shipping  cases  which  is  now 
being  conducted  by  the  Container  Club. 

The  tests  are  made  at  the  Mellon 
Institute  of  Industrial  Research  at  the  Uni- 
versity of  Pittsburgh,  where  an  Industrial 
Fellowship  is  maintained,  with  full  labora- 
tory and  testing  apparatus. 


A  Free  Service 

Your  shipping  problems  can  be  solved.  We 
shall  be  glad  to  tell  you  what  is  to  be  done  in  send- 
ing sample  cases  of  your  goods  to  the  testing  labora- 
tory. Write  and  avail  yourself  of  this  free  service. 


THE  CONTAINER  CLUB 


An  Association  of  Corrugated  and  Solid  Fibre 
BOX    MANUFACTURERS 


608  South  Dearborn  Street 


Chicago,  111. 
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THE  COMMISSION  IS  RIGHT 

For  years  the  Interstate  Commerce  Commission  has 
been  blamed  by  the  carriers,  and  by  others  also,  for  its 
so-called  parsimonious  policy,  to  which  was  attributed 
the  impoverished  condition  of  the  railroads.  It  was 
criticized  on  the  ground  that  its  policies  were  restrictive 
rather  than  constructive.  We  believe  there  was  a  cer- 
tain justice  in  this  criticism  though,  no  doubt,  the  re- 
sults of  what  the  Commission  did  or  did  not  do  were 
greatly  exaggerated.  Now  there  is  a  great  outcry,  to 
which  even  the  President  of  the  United  States  is  lend- 
ing ear — if  not  actually  joining  in  it — for  a  reduction  in 
freight  rates  as  a  means  of  restoring  business  to  nor- 
malcy. Delegations  of  shippers  and  growers  are  visit- 
ing the  Commission,  the  President,  and  their  represen- 
tatives in  Congress  with  pleas  for  lower  rates.  The 
public  press  is  full  of  it.  Members  of  Congress  rise  in 
their  places  and,  in  their  learned  ignorance,  profoundly 
show  how  the  rates  are  throttling  business  and  how 
prosperity  would  be  restored,  not  only  to  the  interests 
for  which  they  are  speaking,  but  to  the  railroads  them- 
selves, if  the  rates  were  reduced. 

Who  is  it  that  stands  forth  almost  alone  among 
public  men  and  government  agencies  in  opposing  this 
suggestion  and  endeavoring  to  show  its  fallacy?  The 
Interstate  Commerce  Commission,  through  its  chair- 
man, Mr.  Clark.  What  has  occurred  to  change  its  for- 
mer attitude,  generally  believed  to  be  repressive  of  the 
railroads  and  certainly  not  believed  by  anyone  to  be 
especially  sympathetic  towards  them,  to  one  of  insist- 
ence that  the  railroads  are  on  the  verge  of  bankruptcy 
and  that  rates  must  not  be  generally  reduced  until  oper- 
ating expenses  can  be  lowered  or  more  tonnage  carried? 
Merely  the  facts,  known  to  the  Commission,  perhaps, 
better  than  to  anyone  else.  Certainly  this  voice  ought 
to  be  heeded.  If  the  Commission  were  inclined  to  be 
docile,  either  toward  the  present  administration  or  to- 
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ward  what  seems  now  to  be  the  demand  of  the  public, 
it  could  at  least  refrain  from  opposing  that  demand  and 
from  insisting  that  its  view  is  correct.  That  it  does  not 
do  so  is  proof,  not  only  of  its  conviction  of  right,  but  of 
its  uprightness.  That  the  Commission,  with  the  very 
best  opportunity  for  knowing  the  facts,  after  giving  its 
intensive  consideration  to  the  matter,  in  the  face  of 
popular  demand  and  administration  policy,  and  after  its 
pretty  well  established  attitude  of  sternness  toward  the 
carriers,  insists  now  that  the  railroads  cannot  reduce 
rates  generally  until  business  revives  or  operating  ex- 
penses are  reduced,  and  that  a  general  reduction  of  rates 
would  not  bring  about  a  general  restoration  of  business, 
is  a  pretty  strong  argument,  we  think,  in  favor  of  that 
position. 


THE  INTERSTATE  COMMERCE  COMMISSION 

President  Harding  has,  by  the  appointment  of  Mr. 
Lewis,  of  Indiana,  and  Mr.  Campbell,  of  Washington, 
completed  the  personnel  of  the  Interstate  Commerce 
Commission  which  for  so  long  has  been  doing  business 
with  vacancies  to  be  filled.  The  country  is  to  be  con- 
gratulated that  it  now  has  its  full  complement  of  eleven 
members  and  can  organize  for  business  on  that  basis. 

As  for  the  kind  of  appointments  that  have  been 
made  by  President  Harding — that  is  another  matter. 
Mr.  Esch,  we  think,  is  an  ideal  appointment.  We  con- 
sider Mr.  Potter  also  a  good  one.  Mr.  Lewis  has  noth- 
ing to  recommend  him  but  several  years  as  a  member 
of  the  Indiana  state  commission.  His  was  a  political 
appointment,  pure  and  simple.  Previous  to  his  assign- 
ment to  the  Indiana  commission — also  a  political  ap- 
pointment— he  had  had  no  training  for  this  kind  of  work. 
As  a  member  of  the  Indiana  commission  he  has.  indeed, 
obtained  experience  in  considering  and  solving  transpor- 
tation questions,  but,  in  the  wider  aspect,  his  training 
there  actually  unfits  him,  in  our  opinion,  for  a  place  on  the 
Interstate  Commerce  Commission,  for  the  reason  that 
his  view  has  been  that  of  most  other  state  commission- 
ers— one  of  opposition  to  interstate  regulation  of  rates 
and  of  jealousy  for  the  power  and  authority  of  the  state 
commissions.  We  believe  the  demand  of  the  times  is 
for  the  adoption  of  the  federal  view.  It  is  true  that  Mr. 
Lewis  may  overcome  his  provincialism,  but  that  he 
has  it  at  all  is  a  handicap.  Personally  he  is  a  high- 
minded  gentleman  for  whom  we  have  great  regard.  The 
appointment  of  Mr.  Campbell  was  also  political,  at  least 
in  the  sense  that  he  is  appointed  as  the  representative  of 
a  certain  locality  and  a  certain  point  of  view  with  regard 
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Start  the  week  right.     Ship  over  the 


"THE  ROAD  OF  SERVICE" 

to  and  from 

Mobile,  Ala.,  New  Orleans,  La.,  Gulfport,  Miss.,  and  Interior 

Mississippi  Valley  Points. 


San  Diego  &  Arizona  Railway 

THE    SAN    DIEGO    SHORT    LINE 
Offers  a  New  Direct  Route  Between  San  Diego  and  Eastern  Cities 

This  new  line  in  connection  with  Southern  Pacific  and  its    Eastern  connections  forms  the 
shortest  transcontinental  line  to  any  California  port.     GIVE  IT  A  TRIAL. 

From  CHICAGO:  Through  package  cars  in  connection  with  Rock  Island,  El  Paso  &  Southwestern,  Southern 

Pacific,  care  S.  D.  &  A.,  El  Centra. 

From  NEW  ORLEANS,  KANSAS  CITY,  ST.  LOUIS:  Excellent  service,  without  delay,  to  San  Diego. 
From  NEW  YORK:  Sou.  Pac.  S.  S.  Line  (Morgan  Line),  care  S.  D.  &  A.,  El  Centre. 
From  other  points:  Direct  line  to  Southern  Pacific,  care  S.  D.  &  A.,  El  Centra. 

For  information  as  to  rates,  routes,  service,  etc.,  ask  any  railway  agent,  or  address: 

SAN  DIEGO  &  ARIZONA  RAILWAY,  San  Diego,  Calif. 


D.  W.  PONTIUS,  General  Manager 

F.  B.  DORSEY,  Assistant  Traffic  Manager 

A.  D.  HAGAMAN.  District  Freight  and  Passenger  Agent 
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n.  i .iti-  questions.  He  is  a  man  of  training  and  knowl- 
edge along  traffic  lines,  however. 

i  >ur    criticism,    especially    now    that    the    Interstate 

nncrcc  Commission,  under  the  new  transportation 
act.  is  endowed  with  such  heavy  responsibility  and  wide 
poucr.  is  that  there  is  no  room  for  sectional  and  poli- 
tic.il  considerations  in  the  selection  of  its  members  ex- 
cept as  tlie  appointment  of  the  very  best  men  possible 
inav  be  made  to  consist  with  political  expediency.  \\  e 

iot  hope,  under  our  form  of  government,  to  get 
away  altogether  from  political  considerations,  but  we 
must  not  condone  the  appointment  of  unfit  or  mediocre 
men  merely  that  political  demands  shall  be  satisfied. 
Nor  is  the  Commission  the  kind  of  body  that  must  be 
composed  of  men  representing  this  section  or  that.  If 
the  right  kind  of  men  could  be  obtained  and  still  retain 
the  principle  ,of  sectional  representation,  perhaps  such  a 
principle  would  not  be  a  bad  thing,  but  ability  and  real 
fitness  should  come  first  in  making  selections. 

\\'e  have  now  a  Commission  that  can  hardly  be 
called  strong,  and  its  failure  to  measure  up  to  a  high 
standard  is  most  evident  just  at  a  time  when  its  wisdom 
is  most  needed.  The  saving  grace  is  that  among  its 
members  are  a  few  very  able  men  who,  so  far,  have 
been  able  to  see  that  it  acquits  itself  with  credit.  And 
yet  it  is  true  that  the  foremost  of  them — at  least,  the 
one  who  speaks  for  the  Commission  and  who  is  gener- 
ally looked  upon  as  its  strongest  member  at  present — 
was  himself  a  poor  selection  when  he  was  appointed  by 
President  Roosevelt.  We  refer  to  Chairman  Clark,  who 
was  appointed  as  a  representative  of  union  labor  and 
who  knew  nothing  abobut  railroad  regulation.  He  was 
a  railroad  conductor.  He  got  his  education  at  the  public 
expense.  His  appointment  was  a  fortunate  investment, 
it  has  proved,  but  it  was  a  speculation.  Perhaps  some 
of  the  more  recently  appointed  members  will  do  as  well 
under  the  intensive  training  they  are  getting.  We  cer- 
tainly hope  so.  But  even  if  they  do,  that  will  not  alter 
the  fact  that  the  situation  and  the  functions  of  the  Com- 
mission demand  that  the  very  best  men  possible  be  ap- 
pointed and  that  the  Commission,  as  now  constituted, 
can  hardly  be  said  to  represent  anyone's  ideal  of  what 
that  body  should  be. 

We  do  not  say  these  things  merely  to  be  critical, 
but  to  impress  on  the  public  the  importance  of  insisting 
that  proper  appointments  be  made  in  the  future.  The 
Interstate  Commerce  Commission  is  one  of  the  agencies 
of  government  with  which  we  cannot  afford  to  take 
Chances  in  order  that  the  politicians  may  have  patron- 

or  this,  that,  or  the  other  community  have  "repre- 
sentation." 


OTHERS  SEE  THE  LIGHT 

The  Interstate  Commerce  Commission's  may  be  the 

voice    in    the    Washington    wilderness    maintaining   the 

fallacy  of  the  Presidential  doctrine  that  the  key  to  the 

>r    to   business    normalcy    is    a    general    reduction    in 

ight  rates,  but  there  are  others,  not  connected  with 

the  government,  who  take   the  same  view  and  express 

it  now  and  then.     One  of  these  is  Francis  H.  Sisson. 

vice  president  of  the  Guaranty  Trust  Company,  of  New 

York.    In  an  address,  April  27,  at  New  York,  before  the 


Bureau  of  Advertising  of  the  American  Newspaper  1'ub 
Ushers  Association,  he  said : 

New  problem*,  new  situation*,  new  relation*,  nnw  condi- 
tions, political,  social  and  economic,  have  risen  on  «JI  Hide*  a* 
the  aftermath  of  war  and  are  demanding  ronnldrratlon.  < 
fUBlon  of  thought  and  ignorance  of  fact*  teem  to  make  up  the 
prevailing  mental  attitude  of  all  nation*.  Including  our  own. 
Leadership  out  of  this  mental  darkne**  which  ha*  spread  over 
all  countries  is  the  pressing  demand  of  th<>  hour.  The  world'* 
trade,  Industry  and  finance  were  all  thrown  completely  out  of 
balance  by  the  war,  and  there  must  be  a  complete  economic 
reconstruction  of  the  whole  world. 

•  •        • 

The  fact  that  we  have  not  awakened  to  the  complete  mean- 
ing of  our  new  status  In  world  affair*  and  of  the  reaction*  here 
of  International  economic  forces  is  evidenced  on  every  band. 
Only  a  few  days  ago,  for  instance,  fanner  organization*  peti- 
tioned the  President  and  the  Interstate  Commerce  Commission 
to  readjust  railroad  rates  to  a  pre-war  basis  and  are  bringing 
pressure  to  bear  on  Congress  to  pass  the  emergency  tariff  bill 
now  pending  before  that  body.  The  farmers  also  have  sought 
the  President's  aid  to  obtain  a  general  decrease  in  federal  re- 
serve bank  rediscount  rates  based  on  farm  commodities  and  a 
large  increase  in  federal  reserve  notes.  A  bill  has  been  Intro- 
duced in  the  House  of  Representatives  proposing  to  limit  the 
interest  chargeable  by  the  federal  reserve  banks.  Organized 
labor  la  seeking  to  maintain  war-inflated  wages  and  special 
privileges,  seemingly  unconscious  of  the  fact  that  the  interna- 
tional political  and  economic  forces  which  made  those  wages  and 
privileges  possible  have  been  supplanted  by  equally  Irresistible 
forces  of  deflation. 

These  instances  are  a  few  of  the  more  striking  activities  of 
the  day  that  are  symptomatic  of  our  persistent  provincial  point 
of  view  and  of  our  misunderstanding  of  the  true  causes  of  the 
prevailing  economic  depression  in  this  country.  So  long  as  such 
a  wide-spread  misconception  of  those  causes  exists  there  can  be 
no  solution  of  the  paramount  problem  confronting  us — namely, 
economic  stabilization  and  the  maintenance  of  our  national  pros- 
perity. While  we  have  made  many  important  readjustments 
since  the  peak  of  inflation  in  May  of  last  year,  we  have  not  ac- 
complished the  most  important  of  all — mental  readjustment  to 
the  stubborn  and  inescapable  facts  in  the  case. 

Rail  rates  are  unquestionably  too  high,  in  Instances,  not  only 
for  the  welfare  of  business  generally  but  also  for  the  best  Inter- 
ests of  the  railroads  themselves.  There  they  should  be  reduced. 
But  the  farmers  and  business  men  who  are  clamoring  for  a  gen- 
eral readjustment  of  these  rates  to  a  pre-war  basis  should  realize 
that  they  are  demanding  drastic  action  on  the  part  of  the  Inter- 
state Commerce  Commission  which  would  mean  financial  dis- 
aster to  the  railroads  and  eventually  to  the  commerce  of  the 
country.  Here  is  a  striking  instance  of  the  lack  of  knowledge  on 
the  part  of  some  of  our  people  regarding  one  of  the  most  vital 
domestic  problems  of  the  day. 

It  should  be  patent  to  all  that  to  reduce  rates  without  first 
reducing  railroad  operating  costs  would  be  calamitous.  Operat- 
ing costs,  however,  cannot  be  materially  curtailed  so  long  as 
sixty-three  per  cent  of  railroad  revenue  is  absorbed  in  wages,  as 
contrasted  with  only  forty-three  per  cent  in  1917.  So,  in  the  final 
analysis  the  farmers'  quarrel  is  not  with  the  railroad  manage- 
ments but  with  organized  railroad  labor  which  is  opposing  a  re- 
duction in  the  largest  item  of  operating  costs  and  thereby  penal- 
izing the  farmer  and  all  other  producing  interests  in  the  country. 
Instead  of  applying  pressure  on  the  Interstate  Commerce  Com- 
mission, the  farmers  should  address  themselves  directly  to  the 
railroad  brotherhoods  and  demand  a  deflation  of  unjustifiable 
war  wages  and  a  full  day's  work  for  a  full  day's  pay. 

At  the  level  established  by  the  increased  wage  award  of 
1920,  railroad  wages  represented  an  increase  of  150  per  cent 
over  1915,  while  the  cost  of  living,  as  estimated  by  the  National 
Industrial  Conference  Board,  was  only  90  per  cent  above  the  cost 
of  living  figures  for  1915. 

The  annual  return  on  railroad  investment  for  the  last  eleven 
years  proves  that  the  railroads  did  not  profiteer  during  the  war 
and  after-war  periods.  On  the  contrary,  their  return  steadily.de- 
elined  while  the  earnings  of  railroad  employees  were  mounting 
by  no  less  than  two  billion  dollars  in  three  years.  This  increase 
in  payroll  was  to  compensate  for  increase  in  the  cost  of  living. 
But  the  railroad  investor  was  not  only  compensated  In  the  same 
depreciated  dollar  that  the  working  man  found  to  be  worth  only 
fifty  cents  in  purchasing  power,  but  the  investor  received  fewer 
dollars.  The  Railroad  dividends  declined  from  an  aggregate  of 
three  hundred  and  twenty  million  dollars  in  1917  to  two  hundred 
and  seventy-eight  million  dollars  in  1920.  During  that  period 
railroad  wages,  however,  increased  from  one  billion,  seven  hun- 
dred and  thirty-nine  million  dollars  to  three  billion,  sixty  million 

dollars. 

*  •        • 

But.  after  all,  the  enactment  of  emergency  tariff  legislation, 
the  changing  of  taxes,  the  return  to  inflation,  the  reduction  of 
railroad  rates  and  other  similar  measures  advocated  today  aa 
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panaceas  ot  our  economic  ills  cannot  solve  our  problem.  They 
could  not  materially  better  domestic  conditions  even  were  all  ot 
them  sound  and  safe— which  they  are  not— because  the  real  rea- 
son for  our  present  depression  lies  In  international  economic 
paralysis.  Our  task,  therefore,  Is  to  help  speed  wor  d  stabiliza- 
tion, and  the  sooner  we  appreciate  that  duty,  as  well  as  oppor- 
tunity the  quicker  will  we  dissipate  the  depression  that  retards 
business  activities  in  this  country.  We  must  aid  far  more  than 
we  have  in  putting  Europe  back  to  work. 

N.  P.-G.  N.  BONDS 

The  Traffic  World  Washington  Bureau 

Over    the    protest    of  Commissioner  McChord  and  Commis- 
sioner Eastman,  the  Commission  has  granted  in  full  the  applica- 
tion of  the  Northern  Pacific  and  the  Great  Northern  for  au- 
thority to  issue  and  sell  1230,000,000  of  their  joint  15-year   6% 
per  cent  convertible  gold  bonds  to  meet  the  maturity,  July  1,  o 
the  $215,227,000  of  joint  4  per  cent  bonds  which  the  two  c 
panies  issued  20  years  ago  to  buy  97  per  cent  of  the  stock  of 
Burlington.     The  order  of  the  Commission  also  authorizes  t 
issuance  of  underlying  securities  which  will  be  pledged  for  the 
convertible  gold  bonds. 

The  issue  of  $230,000,000  of  bonds  may  be  sold  under  the 
Commission's  order  at  not  less  than  91%  per  cent  of  par  and 
accrued  interest.  If  sold  on  that  basis,  the  applicants  will  have 
to  make  up  $4,777,000  in  cash  to  meet  the  amount  due  July  1. 
In  other  words,  the  $230,000,000  of  bonds  will  net  the  applicants 
on  that  basis  $210,000,000  in  round  numbers,  making  a  spread 
of  $20,000,000  between  the  par  amount  and  the  actual  cash  re- 
ceived. The  companies  propose  to  dispose  of  the  bonds  through 
a  syndicate  of  bankers  who  will  agree  to  provide  on  or  before 
July  1  the  moneys  needed  to  pay  the  joint  4's. 

"Were  the  joint  6%'s  to  be  sold  to  the  syndicate  at  that 
price  (91%)  the  effective  rate  of  interest  which  the  applicants 
would  have  to  pay  would  be  about  7.45  per  cent,"  the  Commis- 
sion said.  "While  this  rate  is  very  high  the  uncontradicted  evi- 
dence is  that  the  terms  mentioned  are  the  best  which  can  be 
obtained  at  the  present  time." 

The  cost  of  marketing  the  issue,  if  the  bonds  are  sold  to 
the  public  at  not  less  than  96%  per  cent  of  par,  will  be  about 
5  per  cent  of  the  principal  amount  of  the  bonds,  or  approximately 
$11,500,000. 

The  Commission  pointed  out  that  the  applicants  have  made 
good  earnings  in  the  twenty  years  the  4  per  cent  bonds  have 
been  outstanding,  but  that  they  had  not  reduced  the  principal 
amount  of  the  obligation. 

"The  near  approach  of  maturity  presents  the  alternative  of 
default,  or  of  such  refinancing  as  now  appears  to  be  practicable," 
the  Commission  said.  "And  the  testimony  is  that  an  extension 
or  refunding  of  the  present  loan  for  a  short  term  would  be  of 
no  material  benefit  to  applicants.  The  situation  presents  an 
emergency  and  we  must  deal  with  the  situation  as  it  is." 

After  pointing  out  that  the  Northern  Pacific  and  the  Great 
Northern  had  bought  97  per  cent  of  the  stock  of  the  Burlington 
with  the  proceeds  from  the  joint  4's  but  had  set  nothing  aside 
In  twenty  years  to  retire  any  part  of  the  bond  issue  but  had 
distributed  dividends  on  their  own  stock  in  that  period,  as  well 
as  expending  various  sums  in  maintenance,  betterments  and  ex- 
tensions; that  to  accomplish  the  flotation  of  the  proposed  issue 
will  cost  the  applicants  approximately  $20,000,000,  and  that  the 
applicants  are  to  assume  a  15-year  undertaking  to  pay  an  interest 
rate  increased  by  more  than  50  per  cent  per  annum,  Commis- 
sioner McChord  in  his  dissent  said: 

"The  foregoing  brief  review  discloses  the  prodigality  of  the 
transaction,  the  cost  of  which  must  sooner  or  later  be  met  by 
travelers  and  shippers  or  else  impair  by  so  much  the  resources 
of  the  applicants.  Having  been  unable  during  a  period  of  20 
years  to  abate  a  single  dollar's  worth  of  their  outstanding  joint  4's, 
there  is  scant  hope  that  the  northern  lines  will  be  able  to  reduce 
the  new  and  more  burdensome  undertaking  or  even  recoup  the 
Initial  sacrifice  with  which  it  is  to  be  launched,  and  the  approval 
by  the  majority  includes  no  such  requirement  for  the  future. 
Certainly,  the  present  progression  is  in  the  direction  of  disaster. 
This  is  not  a  matter  of  negotiating  a  loan  with  which  to  con- 
tinue those  lines  as  going  concerns,  but  solely  to  enable  them 
to  retain  control  of  the  Burlington;  and  it  can  not  be  success- 
fully contended  that  the  present  scheme  is  necessary  to  main- 
tain this  triple  alliance  as  a  transcontinental  system,  in  view 
of  our  power  to  prescribe  through  rates  and  joint  rates  and  to 
provide  for  joint  use  of  terminals  upon  appropriate  terms. 

"Viewing  the  matter  from  all  angles,  I  think  we  should 
limit  our  authorization  to  an  issue  of  refunding  bonds  of  the 
northern  lines  in  an  amount  sufficient  to  retire  the  maturing 
issue,  bearing  interest  at  a  rate  of  6  per  cent  and  secured  by 
the  joint  mortgage  and  by  the  collateral  now  having  a  materially 
Increased  value,  to  be  exchanged  par  for  par  by  negotiation  with 
the  present  bondholders.  An  admissible  alternative  would  be  an 
appropriate  extension  or  renewal  of  the  present  obligations  for 
a  further  period  of  something  like  2  or  3  years,  even  at  7  per 
cent,  the  present  indications  being  that  the  interest  rate  has 
passed  the  peak  and  will  then  have  declined  to  a  reasonable 
figure;  and  before  the  expiration  of  that  time  steps  could  be 


taken  to  place  refunding  bonds  in  the  hands  of  investors  on  less 

^Commissioner  Eastman,  concurring  in  Mr.  McChord's  dis- 
senting opinion,  said  he  believed  that  with  the  Commissions 
help  and  "without  employing  brokers  at  the  huge  cost  proposed, 
applicants  could  carry  through  this  refunding  operation  upon 
much  better  terms. 

"Reduced  to  simple  terms,"  he  continued,  the  facts  are  that 
applicants  did  not  pay  cash  for  the  Burlington  stock  in  1901, 
but  gave  for  it  their  20-year  notes,  secured  by  the  stock  as  col- 
lateral These  notes  are  due  next  July,  and  it  is  claimed  that 
the  holders  are  unwilling  to  extend,  even  if  offered  a  very  large 
increase  in  interest  rate.  Applicants,  therefore,  desire  to  meet 
their  obligations  in  cash,  and  they  can  undoubtedly  do  so  i 
permitted  to  pay  the  price;  but  the  transaction  will  place  a 
heavy  burden  upon  the  country  and  will  impair  the  market  for 
railroad  securities  which  are  needed  for  much  more  vital  pur- 
poses. 

"Under  the  statute  we  can  not  approve  an  issue  of  securities 
unless  we  find  that  such  issue  is  'compatible  with  the  public 
interest.'  In  the  present  case  I  think  it  clear  that  under  the 
conditions  which  exist  the  maturing  bonds  ought  in  effect  to 
be  extended  upon  reasonable  terms,  and  applicants  ought  not  to  be 
required  to  secure  cash  at  huge  cost  for  their  payment.  It  seems 
equally  clear  that  the  plan  of  financing  approved  by  the  majority 
is  not  'compatible  with  the  public  interest.'  I  therefore  concur 
in  the  conclusions  which  Commissioner  McChord  has  reached. 
I  feel  confident,  in  view  of  prevailing  railroad  conditions,  that 
these  conclusions,  if  adopted  by  the  Commission,  would  meet 
with  widespread  approval,  and  that  this  approval  would  even 
be  shared  by  the  holders  of  the  maturing  bonds,  if  the  situation 
were  made  clear  to  them." 

Commissioner  Potter,  in  concurring  with  the  majority 
opinion,  said  he  desired  to  express  his  own  views  on  the  appli- 
cation because  the  dissenting  opinions  of  Commissioners  McChord 
and  Eastman  might  leave  erroneous  impressions  regarding  the 
views  of  the  majority.  He  said  undoubtedly  the  plan  approved 
will  be  expensive  but  that  "the  element  of  expense  is  due  in 
substantial  part  to  the  fact  that  we  declined  to  approve  of  the 
plan  submitted  to  us  on  the  application  of  the  Burlington,  and 
forced  the  utilization  of  the  more  expensive  plan  now  submitted." 

Mr.  Potter  also  said  he  failed  to  see  wherein  "we  have  li- 
cense to  criticize  that  transaction,"  referring  to  the  acquisition 
of  the  Burlington  stock  by  the  applicants.  He  said  that  question 
was  not  at  issue  in  the  case  and  that  no  inquiry  regarding  the 
propriety  of  it  had  been  made.  He  believed  that  the  approved 
plan  represented  sound  financing. 

"The  uncontradicted  evidence  is  that  the  method  proposed," 
said  he,  "despite  its  cost,  is  the  best  available  and  the  only  one 
the  success  of  which  is  virtually  assured." 

In  addition  to  the  issue  of  $230,000,000  of  bonds,  the  Com- 
mission authorizes  the  Northern  Pacific  to  issue  and  pledge, 
under  the  trust  indenture  securing  the  joint  bonds,  $33,000,000 
.  of  refunding  and  improvement  bonds;  the  Great  Northern  to 
issue  and  pledge  a  like  amount  of  general  mortgage  gold  bonds; 
the  Northern  Pacific  to  issue  from  time  to  time,  upon  payment 
or  conversion  of  the  joint  bonds,  mortgage  bonds  in  an  addi- 
tional amount  of  $107,000,000;  the  Great  Northern  to  issue  $107,- 
000,000  of  mortgage  bonds  for  the  same  purpose;  and  the  Great 
Northern  to  pledge  under  its  geenral  bond  gold  mortgage  $36,- 
332,000  of  first  and  refunding  mortgage  gold  bonds. 


CASES  REOPENED 

The  Commission  has  re-opened  No.  8418,  Railroad  Commis- 
sion of  Louisiana  vs.  Aransas  Harbor  Terminal  Railway  et 
al.;  No.  3918,  same  vs.  St.  Louis  Southwestern  Railway  et  al.; 
8290,  same  vs.  St.  Louis-San  Francisco  &  Texas  Railway  et 
al.;  I.  and  S.  710,  eastern  Texas  class  rates,  and  I.  and  S.  729, 
class  rates  to  Shreveport,  La.,  for  further  hearing  on  applica- 
tions filed  by  A.  C.  Fonda,  agent,  for  modification  of  the  Com- 
mission's orders  in  the  cases  enumerated  above. 

The  applications  of  the  carriers  seek  authority  to  apply 
Beaumont  rates  to  and  from  South  Beaumont  and  Chaison, 
Tex.,  as  maximum,  both  points  being  located  within  the  indus- 
trial district  of  Beaumont,  though  not  located  within  the  Beau- 
mont switching  limits. 

The  carriers  also  ask  authority  to  establish  rates  between 
Galveston,  Texas  City  and  Houston,  Tex.,  on  the  one  hand  and 
Gulf  Hill  and  Matagorda,  Tex.,  on  the  other,  made  with  relation 
to  the  rates  between  Galveston,  Texas  City  and  Houston  on  the 
one  hand  and  Freeport,  Velasco,  Bryanmound,  etc.,  on  the  other 
hand,  which  rates  are  materially  lower  than  now  apply  to  and 
from  Gulf  Hill  and  Matagorda.  The  rates  to  and  from  Free- 
port,  Bryanmound,  Velasco,  etc.,  were  originally  established 
and  have  been  maintained  to  meet  water  competition,  all  of 
the  points  being  accessible  to  navigable  waters,  and  because  of 
the  fact  that  Gulf  Hill  and  Matagorda  are  similarly  located, 
accessible  to  Matagorda  Bay  or  the  Colorado  River  near  its 
mouth,  it  is  desired  to  establish  rates  to  these  two  points  in 
line  with  those  maintained  to  Freeport,  Bryanmound,  Velasco, 
etc. 

The  hearing  to  consider  these  applications  has  been  set  for 
Houston,  Tex.,  on  June  4,  before  Examiner  Early. 
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Current  Topics 

in  Washington 


Talk  of  Reduced  Rates.— Ever  since  President  Harding  culled 

attention  to  the  railroads  and  their  rates  by  saying   that   the 

s  and  the  cost  of  operation  must  be  reduced,  the  members 

the  I-told-you-so  club  have  been  enjoying  themselves  Every 
man  "ho  has  objected  to  anything  that  has  been  done  since 
s  eligible  to  membership.  Not  every  man  of  that  kind 
rovided  himself  with  a  membership  card.  However  the 
number  of  those  who  have  is  great  enough  to  satisfy  commis- 
sioners and  others  who,  at  times,  are  constrained  to  listen  to 
•li,  hrought-down-to-date  versions  of  the  prophecies  made  at 
various  times  in  the  last  eleven  years.  Almost  every  word  In 
Hi.  law  put  in- since  1910,  when  the  Commission  obtained  the 
power  KI  suspend  schedules,  is  being  used  as  a  nail  by  members 

ihe  club  on  which  to  hang  dissertations  on  the  dire  things 
that  have  resulted  from  the  folly  of  Congress  declining  to  take 
warnings  offered,  or  diagnoses  of  the  "disasters"  that  have  be- 
fallen because  the  Commission  did  this  or  failed  to  do  that. 
Then'  is  reason  to  believe  that  some  of  these  remarks  have 
i  put  before  President  Harding.  There  is  also  reason  for  be- 
lieving  that  he  has  been  fully  advised  that  there  are  shippers 
as  well  as  railroad  men  who  do  not  subscribe  to  the  theory 
i  hat  all  existing  trouble  was  brought  about  by  the  high  rates. 
The  talk  started  by  the  President  may  have  the  effect  of  focus- 
ing attention  on  rate  situations  that  need  mending.  No  analyst 
however,  has  yet  expressed  the  opinion  that  talk  will  bring 
about  a  simultaneous  general  reduction  in  rates,  unless,  by  rea- 
son of  decisions  of  the  Railroad  Labor  Board,  there  should  be 
a  great  reduction  In  operating  costs.  The  labor  item,  since  the 
end  of  1.917,  in  round  numbers,  has  gone  up  $2,000,000,000,  from 
$1,700,000,000  to  $3.700,000,000.  Were  the  board  to  see  its  way 
Hear  to  cut  off  half  of  that  increase,  and  the  prices  of  materials 
and  supplies  should  lose  half  their  war  dropsiness,  it  might  be 
possible  for  the  Commission  to  reduce  passenger  fares  to  three 
cents  a  mile  and  freight  rates  ten  per  cent.  Such  a  decrease 
in  rates,  even  an  amateur  mathematician,  without  resort  to  pen- 
cil and  paper,  on  the  basis  of  the  operating  revenue  of  1920,  can 
figure,  would  cut  down  the  revenues  of  the  carriers  just  about 
the  even  billion  saved  to  the  railroads  by  the  reduction  in  oper- 
ating costs.  But  such  an  arrangement  would  not  help  the  rail- 
roads, though  they  might  save  on  other  items  of  operating  costs, 
such  as  materials,  supplies  and  fuel.  Assuming  that  such  saving 
would  amount  to  $400,000,000  a  year  (which  it  probably  would 
not),  then  the  railroads,  on  the  basis  of  the  1920  tonnage,  would 
have  a  net  of  something  like  $450,000,000,  or  about  enough  to 
pay  a  shade  under  2.5  per  cent  on  the  value  of  the  property 
devoted  to  the  transportation  service.  Reduced  rates  might  be 
expected  to  increase  the  tonnage.  But  in  1920  after  the  freight 
began  moving,  the  volume  was  as  great  as  the  railroads  could 
handle.  For  several  months  it  was  so  heavy  they  apparently 
could  not  handle  it  except  at  the  cost  of  hiring  many  extra  men 
and  operating  at  a  speed  that  was  not  really  profitable.  Presi- 
dent Harding,  when  he  has  gone  a  little  farther  into  the  subject, 
may  wonder  why  his  fellow  Ohioan  said  what  he  said  about  war. 


One  Way  of  Shipping  Florida  Fruit. — According  to  reports 
brought  to  Washington  by  J.  M.  Steadwell,  some  of  the  citrus 
fruit  growers  of  Florida  seem  to  have  found  one  kind  of  solu- 
tion tor  their  transportation  problems.  They  are  shipping  grape- 
fruit and  oranges  in  ventilated  cars,  in  bulk,  to  places  like  At- 
lanta, Chattanooga,  and  possibly  others  comparatively  near  the 
groves,  and  selling  them  either  from  the  cars  or  from  empty 
storerooms.  The  sales  are  on  the  "ash  and  carry"  plan,  the 
buyers  being  said  to  obtain  some  of  the  benefits  accruing  from 
the  saving  resulting  from  the  discarding  of  containers,  the  cost 
of  packing  and  refrigeration.  That,  however,  probably  would  not 
be  a  solution  for  California's  troubles,  even  if  it  is  for  Florida.  It 
is  suggested  the  California  fruit  would  not  carry  safely  through 
the  varied  climates  met  on  some  of  the  routes,  without  pro- 
tection in  a  refrigerator  car,  even  if  shipping  in  bulk  were  pos- 
sible without  too  much  spoilage.  According  to  reports,  however, 
the  buyers  of  fruit  from  bulk  shipments  such  as  have  been  de- 
scribed have  had  the  benefit  of  some  low  retail  prices — some- 
thing like  $1.50  a  hundred  for  fine  oranges. 


C.  &  O.  Canal  Wants  Government  Help. — One  of  George 
Washington's  enterprises,  the  Chesapeake  &  Ohio  Canal,  judg- 
ing from  the  efforts  made  in  its  behalf  by  the  Maryland  delega- 
tion in  Congress,  is  having  so  much  trouble  that  it  needs  help 
from  the  Treasury.  When  some  of  Secretary  Denby's  subordi- 
nates proposed  buying  coal  for  the  Indian  Head  proving  ground, 
where  the  big  guns  of  the  navy  are  tested,  from  mines  other 
than  those  the  iiroduct  of  which  has  been  going  to  that  place 
\ia  the  ranal,  the  Maryland  congressmen  rushed  to  the  Navy 
Department,  imploring  Denby  not  to  cripple  the  canal  still  far- 


ther by  buying  coal  from  operator*  able  or  willing  to  sell  coal 
KM-  le«H  than  the  operate™  using  the  canal.  George  Washington 
was  one  of  the  promote™  of  the  canal.  The  government  bad 
about  $1,000,000  invested  In  the  enterprise  before  the  world  war 
came  to  America.  Now  It  has  more,  because  the  government, 
at  the  solicitation  of  the  Maryland  delegation,  took  over  the 
canal  and  had  It  operated  on  a  guaranty  during  the  war.  It 
bought  barges  and  paid  the  deficit  so  that  coal  might  be  brought 
to  Washington  and  to  the  proving  grounds.  Now  high  operating 
costs  are  again  threatening  to  close  It.  The  men  who  worked 
on  It  got  the  "cost-plus"  fever  that  broke  out  all  over  the  country 
when  the  government  began  building  barracks  on  that  basis 
and  thereby  encouraged  contractors  to  hire  men  to  get  In  each 
other's  way,  to  hold  lumber  on  freight  cars  drawing  $5  a  day 
demurrage,  and  use  other  devices  for  getting  money  out  of  the 
treasury  without  plain  stealing.  So  the  canal  Is  about  to  give 
up  the  operating  ghost,  at  least,  unless  the  Maryland  congress- 
men can  do  something  for  it.  If  the  government  does  something 
for  it,  then  there  will  be  no  need  for  any  reduction  in  operating 
costs. 


What  Is  an  Emergency? — What  is  an  emergency?  may  be- 
come one  of  the  big  questions  in  transportation  before  June 
brides  and  their  trousseaux  get  out  of  the  stream  of  news. 
Nearly  every  man  who  thinks  it  necessary  to  read  the  reports 
of  the  Geological  Survey  on  soft  coal  production,  which  are 
based  on  car-loading  figures  furnished  by  the  American  Railway 
Association,  has  the  conviction  that  there  will  be  another  "coal 
car  congestion"  again  this  summer,  such  as  there  was  last  sum- 
mer. When  it  comes,  It  has  been  asked,  will  it  be  an  emer- 
gency? Is  anything  that  can  be  foreseen,  as  to  time,  an  emer- 
gency? may  be  pointedly  asked,  not  only  by  those  who  would 
like  to  use  cars  for  something  other  than  coal,  but  also  by  the 
Commission.  The  commissioners  who  had  to  do  with  coal  pri- 
ority orders  last  summer  did  not  enjoy  their  experiences  with 
the  senate  committee  on  reconstruction  or  with  the  shippers 
who  wanted  cars  for  supplies  other  than  coal  but  did  not  get 
them.  More  than  one  man  whose  business  brings  him  into  con- 
tact with  car  distribution  has  been  wondering  whether  the  lack 
of  orders  for  coal  has  been  due  in  any  way  to  a  feeling  on  the 
part  of  the  public  that  the  government  would  again  come  to 
the  aid  of  those  who  did  not  buy  and  ship  in  the  spring,  with 
car  priority  orders,  based  on  the  theory  that  there  was  an  emer- 
gency. Those  who  believe  government  is  a  necessary  evil  are 
inclined  to  the  thought  that  the  lack  of  buying  is  one  of  the 
most  logical  results  of  the  coddling  coal  consumers  received  at 
the  hands  of  the  government  last  summer  and  fall  when  the 
Commission  put  out  its  priority  orders.  It  is  believed  that 
many  men,  perhaps  unconsciously,  are  relying  on  something  of 
that  kind  to  save  them  again  from  trouble  next  winter  growing 
out  of  a  failure  to  buy  early  and  avoid  the  rush. 


Method  of  Handling  Rate  Reductions. — A  thought  as  to  how 
the  Commission  will  handle  demands  to  which  carriers  feel 
constrained  to  yield  for  reductions  in  rates  is  created  by  Traf- 
fic Director  Hardie's  letter  of  advice  to  railroad  traffic  men, 
dated  March  30,  on  the  subject  of  general  adjustment  of  grain 
and  grain  products  rates.  It  is  gossip  that  Chairman  Clark,  in 
that  letter,  did  not  go  as  far  in  approving  reductions  as  some  of 
the  railroad  men  thought  they  should  go.  The  letter  referred 
to  "recent  conferences"  in  Chicago,  which  reference  was  fol- 
lowed by  the  statement  that  the  "whole  situation  has  been 
called  to  the  attention  of  the  chairman,  who  instructs  me  to 
advise  you  as  follows  in  the  premises."  So  far  as  the  public 
is  concerned,  there  is  no  record  as  to  what  the  individual  car- 
riers thought  on  the  subject.  When  the  question  of  lake  cargo 
coal  rates  came  up  there  was  nothing  on  which  interested 
shippers  could  place  their  fingers  in  the  form  of  recommenda- 
tions or  suggestions,  from  individual  carriers.  There  was  no 
formal  request  early  in  the  week,  according  to  reports,  yet  em- 
ployes of  the  Commission  seemed  to  be  busy  with  preparations 
for  the  Issuance  of  orders,  permits,  or  what-not,  in  advance  of 
any  opportunity  for  hearing  of  the  interests  that  believed  they 
were  being  adversely  treated.  Of  course,  the  Commission  has 
the  power  under  the  sixth  section,  "for  good  cause  shown,"  to 
allow  changes  in  rates  on  less  than  statutory  notice.  The 
thought  produced  by  the  manner  of  the  handling  was  that  the 
Commission  was  engineering  the  matter,  and  not  the  carriers, 
and  that  interested  shippers  could  not  find  out  what  was  going 
on,  except  by  accident  or  as  a  matter  of  favor.  In  the  early 
part  of  Its  career  the  Railroad  Administration  was  inclined  to 
secretiveness  on  the  ground  of  an  emergency  on  everything 
that  was  being  considered.  The  Commission's  usual  way  has 
been  to  permit  proper  publicity  as  to  what  it  was  thinking 
about. 


Packers  Want  Their  Half  Cent — In  the  days  of  Gi 
Cleveland  a  Tammany  politician  acquired  notoriety  by  asking, 
"What's  the  Constitution  between  friends?"  The  chroniclers 
of  the  day  said  Tim  Campbell  really  said  "bechune"  instead  of 
between,  but  no  part  of  the  notoriety  was  founded  on  that  pro- 
nunciation. Campbell  thought  it  not  friendly  for  Cleveland  to 
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suggest  that  the  Constitution  was  something  to  stand  between 
them  when  so  important  a  thing  as  an  office  for  a  Tammany 
man  was  at  stake.  The  man  who  asks  Ross  D.  Rynder  and 
Paul  E.  Blanchard  what's  half  a  cent  to  stand  between  friends 
is  not  likely  to  improve  his  standing  with  them.  Half  a  cent  is 
half  a  cent  and  much  to  be  thought  about.  Even  seven-six- 
teenths of  a  cent  is  worthy  of  such  high  consideration  as  to 
warrant  the  construction  of  a  book  like  they  have  filed  in  I. 
and  S.  No.  1298.  In  that  they  argue  that  the  railroads  should 
not  undertake  to  exact  from  the  packers  half  a  cent  by  means 
of  the  addition  of  that  much  to  the  rates  via  the  Cairo  gateway 
for  the  haul  south  of  the  Ohio  River,  even  if  something  must 
be  done  to  equalize  rates  from  the  west  to  the  southeast  via 
Memphis,  and  thereby  restore  the  relationship  of  rates  via  Cairo 
and  Memphis.  The  relationship  was  destroyed  because,  even 
with  the  rule  for  disposing  of  fractions,  Memphis  obtained  a 
higher  rate  than  Cairo.  The  carriers  propose  to  restore  the  re- 
lationship by  adding  half  a  cent,  or  seven-sixteenths,  to  the  rate 
through  Cairo.  That  has  brought  a  protest  and  a  book  against 
the  injustice.  The  railroads,  in  effect,  have  paragraphed  Tim 
Campbell's  inquiry.  Blanchard  and  Rynder,  however,  refuse  to 
regard  that  half  cent  any  more  lightly  than  Grover  Cleveland 
regarded  the  Constitution  of  the  United  States.  Half  a  cent 
would  cost  Armour  &  Co.  about  $15,000  a  year  and  Swift  &  Co. 
as  much  more  or  more — hence  their  refusal  to  be  quieted  by 
such  an  inquiry.  They  suggest  that,  inasmuch  as  the  rule  for 
disposing  of  fractions,  in  many  cases,  has  given  the  carriers  the 
benefit  of  a  half  a  cent,  in  this  case  they  should  give  the  ben- 
efit to  the  shippers  by  reducing  the  rate  through  Memphis. 


Grading  of  Transcontinental  Rates. — Commissioner  East- 
man's question,  in  his  concurring  opinion  as  to  why  rates  from 
Pittsburgh  and  other  inland  points  at  the  eastern  end  of  trans- 
continental routes  are  graded,  it  is  believed,  will  cause  Edward 
Chambers,  traffic  vice-president  of  the  Santa  Fe,  to  rise  up  and 
remark,  "Here  I  am."  Chambers  and  the  Santa  Fe  constitute 
one  reason  why  the  rates  are  graded.  It  is  no  profit  to  them 
to  have  the  rates  blanketed  from  Buffalo,  Pittsburgh,  and  Cleve- 
land. Blanketed  rates,  it  is  suspected  they  would  say,  would 
get  them  nothing  to  haul  from  Chicago.  Chicago  is  the  point 
where  they  begin  doing  business.  Unless  business  can  be  made 
to  flow  toward  Chicago,  it  will  move  eastward  to  New  York 
piers.  The  Wabash  and  other  roads  that  do  not  reach  New 
York  might  also  change  Chambers'  solo  into  a  chorus.  Busi- 
ness moving  eastward  from  Cleveland  and  Buffalo  makes  no 
contribution  toward  the  money  they  must  send  to  the  tax  col- 
lector and  the  wage  paymaster.  There  are  no  railroads  having 
their  western  points  of  origin  at  Spokane  that  are  bidding  for 
traffic  to  move  eastward  instead  of  to  the  Pacific  coast. 

A.  E.  H. 


LEWIS  AND  CAMPBELL  NAMED 

President  Harding,  April  27,  nominated  E.  I.  Lewis,  chair- 
man of  the  Indiana  Public  Service  Commission,  and  J.  B.  Camp- 
bell, a  traffic  lawyer  of  Spokane,  Wash.,  to  fill  the  two  remain- 
ing vacancies  on  the  Commission.  Lewis  was  designated  for 
the  term  ending  December  31,  1925,  and  Campbell  for  the  term 
ending  December  31,  1924.  While  no  explanation  was  made 
at  the  White  House,  it  was  presumed  that  Lewis  was  designated 
for  the  vacancy  on  the  Commission  that  has  existed  since  the 
expiration  of  Commissioner  Harlan's  term,  December  31,  1918, 
and  Campbell  for  one  of  the  short  terms  provided  for  in  the 
Transportation  Act. 

Mr.  Lewis  has  been  chairman  of  the  Public  Service  Com- 
mission of  Indiana  since  1917,  having  been  appointed  by  Former 
Governor  Goodrich.  Before  assuming  the  chairmanship  of  the 
Indiana  commission  he  was  a  newspaper  man  in  Indianapolis 
He  traveled  extensively  from  time  to  time  in  the  United  States 
and  foreign  countries,  contributing  newspaper  articles.  He 
was  in  India,  China,  Manchuria  and  Korea  in  1910,  and  in  New 
Zealand,  South  Africa  and  Australia  in  1907  and  1908.  He  also 
made  a  study  for  his  paper  of  the  Sheffield  and  Manchester  gas 
plants  in  England,  where  gas  was  made  to  sell  at  32  and  48 
cents  a  thousand  cubic  feet.  He  was  born  in  Hendricks  county 
Indiana,  48  years  ago.  He  started  in  newspaper  work  at  Ander- 
son, Ind. 

The  nomination  of  E.  I.  Lewis  as   a  member  of  the  Com- 
ission  had  been  expected  for  three  weeks  prior  to  its  announce- 
ment.   The  selection  of  Mr.  Campbell  was  rumored  soon  after 
the  report  spread  abroad  that  Frank  Hagenbarth,  of  Salt  Lake 
Hty,  had  been   chosen  for  the  third  place  to  be  filled  by  the 
naming  of  a  Republican.     But  until  Mr.  Campbell's  name  went 
to  the  Senate  there  was  uncertainty  about    his    appointment 
The  friends  of  Hagenbarth  insisted  that  their  man  had  not  been 
set  aside. 

While  Mr.  Campbell  is  very  well  known  to  those  who  prac- 

before  the   Commission,   the    books    of    reference    contain 

about  his  early  life.     He  went  from  Duluth  to  Spokane 

ty-odd  years  ago  and  became  an  attache  of  the  staff  of  the 

ane    Merchants   Association.    As   such   he   became  associ- 

with   Henry   M.    Stephens,   the   attorney   who   started   the 

elnal  Spokane  case.    He  helped  Mr.  Stephens  in  the  presenta- 


tion of  that  case  in  its  various  phases  and  when  Mr.  Stephens 
retired  from  the  case  Campbell  took  it  up. 

It  is  an  unusual  coincidence  that  on  the  day  President 
Harding  sent  his  name  to  the  Senate,  the  Commission  handed 
down  its  decision  in  the  Intermediate  Rate  Association  case,  in 
which  Mr.  Campbell  bore  the  laboring  oar,  his  associate  being 
C.  O.  Bergan.  .  It  denied  the  relief  for  which  Campbell  fought 
after  he  had  persuaded  the  Commission  to  hold  that  there  was 
no  water  competition  from  coast  to  coast  warranting  lower  rates 
at  the  Pacific  coast  terminals  than  at  the  intermediate  points. 
After  he  procured  that  decision,  his  next  fight,  ending  in  defeat 
on  the  day  his  nomination  went  to  the  Senate,  Campbell  set 
about  to  persuade  the  Commission  to  make  a  decision  that  the 
intermediate  inter-mountain  country  was  entitled  to  rates  lower 
than  to  the  Pacific  terminals.  He  founded  his  complaint  on  that 
part  of  the  long-and-short-haul  part  of  the  fourth  section  which 
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says  that  the  prohibition  of  lower  rates  at  the  more  distant 
points  "shall  not  be  construed  as  authorizing  any  common  car- 
rier within  the  terms  of  this  act  to  charge  or  receive  as  great 
compensation  for  a  shorter  as  for  a  longer  distance." 

Appointment  of  Mr.  Campbell  to  a  place  on  the  Commission 
may  be  regarded  as  a  recognition  of  those  who  think  the  long- 
and-short-haul  part  of  the  fourth  section  should  be  rigidly  ap- 
plied. Senator  Poindexter  of  Washington,  author  of  the  Poin- 
dexter  long-and-short-haul  bill,  has  sponsored  the  request  for  the 
appointment  of  Mr.  Campbell.  The  arguments  of  the  Washing- 
ton senator  for  the  passage  of  that  bill  have  been  attributed  in 
large  measure  to  Mr.  Campbell— not  that  Senator  Poindexter 
could  not  have  written  them,  but  on  the  theory  that  Mr.  Camp- 
bell has  made  that  the  chief  part  of  his  work,  as  a  representa- 
tive of  Spokane  interests,  for  many  years.  Mr.  Campbell,  for 
ears  has  been,  pre-eminently,  the  spokesman  for  the  rigid  long- 
and-short  rule  advocates. 

The  Senate  committee  on  interstate  commerce  adopted  a 
favorable  report  on  the  nominations  of  Lewis  and  Campbell. 
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Decisions  of  Interstate  Commerce  Commission 


INTERMEDIATE  RATE  CASE 

Actual  and  immediately  prospective  competition  through 
the  Panama  Canal  Is  such  that  the  Commission  has  dismissed 
No.  10826,  Intermediate  Rate  Association  vs.  Aberdeen  &  Rock- 
flsh,  Director-General,  et  al.,  opinion  No.  6794.  61  I.  C.  C.  226-55. 
The  holding  is  that  the  rates  from  points  of  origin  east  of  the 
Rocky  Mountains  to  so-called  Intel-mountain  territory  were  and 
are  not  unreasonable,  unduly  prejudicial  or  otherwise  unlawful. 
Dismissal  of  the  complaint  means  that  rates  will  continue  to  be 
blanketed  and  not  graded  from  the  intermountain  country  to 
the  Pacific  coast  terminals  as  demanded  by  the  complainant. 
There  will  be  no  change  in  the  rate  situation  until  and  unless 
the  railroads  themselves  think  there  should  be  changes.  The 
decision,  for  the  time  being,  disposes  of  the  latest  phase  of  the 
long  existing  Spokane  case.  It  arose  after  the  Commission 
found  there  was  no  competition  by  water  warranting  the  estab- 
lishment or  continuance  of  rates  to  the  Pacific  coast  terminals 
lower  than  to  the  Intermountain  country.  The  result  of  that 
decision  was  that,  generally  speaking,  all  the  rates  from  the 
east  were  blanketed  from  the  Rocky  Mountain  top  to  the  Pacific 
shore  line. 

In  a  concurring  opinion,  Commissioner  Eastman  said  that 
he  thought  the  Commission's  conclusion  upon  this  record  and 
in  view  of  the  changing  conditions  were  sound.  This  disposi- 
tion of  the  case,  however,  he  said,  left  unanswered  various  ques- 
tions which  in  his  estimation  eventually  must  be  faced. 

"If  water  competition,"  said  Mr.  Eastman,  "justifies  rates 
from  the  Atlantic  coast  to  the  Pacific  coast  no  higher  than  to 
intermountain  territory,  why  should  the  rates  from  inland  points 
like  Pittsburgh,  Cleveland  and  Chicago  be  lower  to  the  Pacific 
coast  than  the  water-compelled  rates  from  the  Atlantic  ports. 
In  other  words,  why  should  the  rates  be  graded  at  the  eastern 
end  and  blanketed  at  the  western,  and  what  conditions  exist 
at  these  eastern  inland  points  which  compel  a  parity  of  rates 
as  between  intermountain  and  Pacific  coast  destinations,  which 
are  hundreds  of  miles  apart.  The  future  consideration  of  these 
and  similar  questions  is  in  no  way  foreclosed,  I  take  it,  by  the 
dismissal  of  the  present  complaint." 

The  Commission's  conclusions,  written  by  Chairman  Clark, 
are  as  follows: 

"Complainant's  allegations  with  respect  to  the  propriety  of 
tin'  present  commodity  rates  have  not  been  sustained.  Speak- 
ing of  these  rates,  as  a  whole,  no  undue  prejudice  to  intermoun- 
tain territory  appears,  and  we  cannot  say  that  the  rates  should 
be  graded.  Conditions  warrant  the  carriers,  in  their  discretion, 
in  continuing  the  present  blanket  adjustment  on  many  and  per- 
haps most  of  the  commodities  that  move  in  considerable  volume. 
The  ships  that  now  ply  between  the  Atlantic  and  Pacific  ports 
are  not  nearly  so  numerous  and  the  tonnage  now  moving  is  not 
nearly  so  heavy  as  during  the  period  that  followed  the  opening 
of  the  canal  and  preceded  our  entry  into  the  war,  but  it  is, 
nevertheless,  certain  that  there  Is  now  sufficient  transportation 
by  water  and  ample  indication  that  it  will  further  develop  and 
increase,  to  warrant  the  belief  that  within  a  comparatively  short 
time  it  will  reach  a  point  where  it  will  be  felt  in  a  serious  loss 
of  tonnage  by  the  rail  lines  unless  they  have  available  appro- 
priate measures  to  meet  the  situation.  There  is  not  that  strife 
and  rivalry  that  formerly  characterized  the  coexistence  of  these 
two  modes  of  transportation  to  and  from  the  Pacific  coast,  but 
as  between  these  separate  sets  of  carriers  there  is  that  natural 
and  well-grounded  fear  of  each  other's  ascendancy  and  power, 
sufficient,  especially  in  view  of  the  existing  movement  by  water, 
to  warrant  a  finding  that  there  is  actual  competition  at  the 
present  time.  Energetic  business  competitors  in  their  struggle 
for  success  always  look  beyond  the  present  and  are  justified 
in  keeping  themselves  fortified  against  each  other's  activities, 
even  before  the  situation  becomes  serious.  It  is  mainly  for 
these  reasons  that  the  commodity  rates  have  been  held  to  their 
present  level  and  largely  for  these  reasons  that  the  carriers  are 
now  opposing  a  disturbance  of  the  present  adjustment.  More- 
over, it  was  for  these  reasons,  and  in  the  interest  of  rate  stabil- 
ity, that  the  suggestions  as  to  grading  made  in  our  report  in 
Transcontinental  Rates  were  not  couched  in  more  positive  and 
forceful  language.  There  is  less  reason  now  than  then  for 
grading.  We  are  not  now  prepared  to  say  that  the  rail  carriers 
can  well  be  put  in  a  position  to  lose  or  to  risk  losing  a  consider- 
able portion  of  their  present  and  prospective  traffic  to  and  from 
the  coast  by  having  their  rates  increased  in  order  that  there 
may  be  a  differential  in  favor  of  intermountain  territory-  An 
increase  to  the  coast  would  be  necessary  unless  we  found  the 
present  rates  to  be  not  less  than  reasonable  maxima.  On  this 
record  we  cannot  say  that  this  is  so.  Moreover,  rates  for  long 
hauls,  particularly  on  low-grade  traffic,  are  often  blanketed  over 
extensive  territories,  and  even  if  the  rates  to  the  coast  were 


found  to  be  reasonable  maximum  rates  It  would  not  ncrcnnarily 
follow  that  all  of  them  should  be.  graded.  In  view  of  the  special 
conditions  under  which  these  commodity  rales  were  established 
and  have  been  maintained,  we  cannot  fairly,  unless  we  find  them 
to  be  reasonable  maximum  rates,  spread  their  effect*  farther 
into  the  Interior.  It  is  understood,  of  course,  that  then*-  findings 
apply  to  the  general  rate  structure.  A  somewhat  diffpr.-tn 
elusion  might  be  reached  with  respect  to  a  specific  commodity 
rate  constituting  an  exception  to  the  general  adjustment.  The 
fact  that  rates  from  certain  interior  eastern  points  of  origin  to 
the  Pacific  coast  are  lower  than  from  the  Atlantic  seaboard  It 
discussed  In  the  record,  although  not  definitely  brought  In  issue 
by  the  pleadings.  This  grouping  of  eastern  points  of  origin 
applies  to  the  Intermountain  territory  as  well  as  to  the  Pacific 
coast  terminals.  The  grouping  is  not  a  source  of  Injury  to 
complainant.  It  reflects  an  adjustment  of  long  standing  and  no 
opinion  is  expressed  as  to  the  propriety  or  impropriety  thereof. 
"What  we  have  said  above  has  special  reference  to  perhaps 
most  of  the  items  in  schedule  C.  However,  there  are,  no  doubt, 
some  schedule-C  Items  and  a  number  of  schedule-B  Items  as  to 
which  it  is  not  likely  that  there  will  be  any  Important  competi- 
tion for  a  considerable  period  and  on  which  it  may  not  be  worth 
while  to  continue  the  present  rate  relationships.  Such  Items 
could  very  properly  be  singled  out  by  the  carriers  and  graded. 
The  record  does  not  enable  us  to  do  it.  Defendants  have  not 
carried  out  the  grading  process  to  the  extent  that  we  bad  hoped. 
The  examiner  suggested  that  in  addition  to  the  foregoing  some 
items  in  schedule  A  and  schedule  B  might  well  be  put  on  the 
class  basis.  In  Appendix  No.  10  is  a  new  scale  of  class  rates 
which  he  proposed  and  which,  on  the  whole,  are  slightly  higher 
than  those  proposed  by  the  cost  committee,  plus  33%  per  cent 
He  proposed  that  if  this  scale  be  put  Into  effect  we  might  well 
authorize  the  cancellation  of  less-than-carload  commodity  rates; 
also  of  carload  commodity  rates  on  various  luxuries  and  non- 
essentials,  in  fact,  rates  on  high-grade  freight  in  general  which 
usually  moves  at  class  rates,  such  as  automobiles,  autotrucks, 
which  should  be  rated  second  class  in  western  classification  terri- 
tory as  they  are  in  the  other  classification  territories;  rubber 
tires  and  tubes;  rubber  clothing;  chewing  gum;  musical  instru- 
ments; talking  machines;  drugs,  medicines,  and  chemicals,  ex- 
cepting  heavy  and  low-grade  articles  such  as  epsom  salts  and 
so-called  industrial  chemicals;  and  a  number  of  other  commodi- 
ties. He  thought  that  cancellation  of  these  commodity  rates 
would  not  be  attended  by  the  severe  increases  that  characterize 
the  carriers'  plan,  and  that  apparently  interested  shippers  should 
have  no  reasonable  grounds  for  objection,  particularly  in  view  of 
the  fact  that  the  present  commodity  rates  on  many  of  the  Items 
are  attributable  to  policies  and  conditions  of  bygone  days,  or 
exist  only  because  of  former  water  competition  that  may  not 
have  been  and  perhaps  never  will  be  very  compelling. 

"Methods  of  rate  making  based  upon  theories  that  are  no 
longer  tenable  or  upon  conditions  that  no  longer  exist  should 
be  discarded.  When  distances  are  relatively  great,  and  when 
transfer  at  rate-breaking  points  is  not  attended  by  unusual  costs, 
the  combination  basis,  using  local  rates,  ordinarily  is  abnormal 
and  unscientific  and  often  discriminatory.  The  railroads  should 
be  regarded  more  and  more  as  one  national  system,  and  the  time 
may  not  be  far  distant  when  we  should  proceed  to  the  establish- 
ment of  joint  through  class  and  commodity  rates,  lower  than 
the  combinations  of  locals,  between  practically  all  points  in  the 
country.  We  have  generally  recognized  that  through  rate?  should 
be  less  than  the  combinations,  but  prompted  chiefly  by  con- 
siderations of  paramount  public  interest,  growing  out  of  the 
revenue  conditions  of  certain  carriers,  we  have  refrained  from 
and  even  declined  absolute  condemnation  of  combinations.  In 
this  connection  the  Boston  Chamber  of  Commerce  Case  may  be 
referred  to  as  an  example.  We  are  now  vested  with  specific  au- 
thority to  initiate  rates  that  will  protect  revenues,  and  where 
carriers  will  suffer  depletion  of  revenue  by  reason  of  the  estab- 
lishment of  new  joint  rates,  appropriate  measures  can  be  taken 
for  their  protection.  We  are  not,  however,  prepared,  in  Yiew  of 
all  the  circumstances,  to  now  require  the  joint  through  rates  here 
prayed  for. 

"Since  the  record  in  this  case  was  made  up  many  and  far- 
reaching  changes  in  economic  and  transportation  conditions 
have  occurred.  Conditions  are  unsettled.  The  future  of  trans- 
portation by  rail  and  by  water  is  uncertain.  The  suggested  com- 
prehensive plans  for  readjusting  all  of  the  rates  over  this 
large  territory  and  the  evidence  submitted  for  and  against  each 
plan  tread  far  outside  the  limits  of  the  complaint.  We  deemed 
it  advisable  to  hear  what  the  parties  desired  to  submit  regarding 
a  possible  readjustment  that  would  do  justice  to  all.  We  have 
discussed  some  of  those  matters  rather  fully  in  this  report.  The 
record  and  the  discussion  should  be  helpful  in  paving  the  way 
for  a  final  settlement  of  this  vexed  situation.  The  extent  of  the 
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territory  that  would  be  affected  by  a  readjustment  of  all  of  these 
rates  is  Indicated  by  the  interests  for  which  appearances  are 
shown.  Their  interests  are  diverse  and  their  contentions  are 
often  diametrically  opposed.  These  questions  can  not  be  settled 
justly  by  accepting  the  views  of  those  on  either  extreme." 

HANDLING  CHARGES  AT  LA.  PORTS 

An  increase  in  the  cost  of  doing  foreign  business  through 
New  Orleans  will  become  effective  on  June  3,  if  the  carriers  can 
get  their  tariffs  ready  by  the  latter  part  of  May  for  publication 
on  five  days'  notice.  The  Commission,  in  a  report  written  by 
Commissioner  Meyer,  on  I.  and  S.  1293,  handling  charges  at 
Louisiana  ports,  held  that  the  proposed  revision  of  charges  for 
handling  freight  over  the  piers  at  New  Orleans  and  points  in 
the  New  Orleans  district,  such  as  Westwego,  Stuyvesant  Docks 
and  Chalmette,  had  been  justified,  with  certain  exceptions.  The 
exceptions  made  by  the  Commission  are  not  obnoxious,  where- 
fore the  increases  will  be  made,  unless  the  carriers  change  their 
minds.  For  instance,  by  changing  the  tariff  so  as  to  have  "N. 
O.  S."  rates  instead  of  present  specific  description  rates  apply, 
the  charges  on  hemp,  molasses,  stock  feed,  pyrites,  wood  pulp, 
and  cottonseed  would  be  raised.  At  the  hearing  the  carriers 
agreed  to  change  that  application  so  that  the  rate  on  hemp  will 
be  the  same  as  on  sisal;  that  on  molasses  the  same'  as  cotton- 
seed oil;  on  stock  feed  the  same  as  on  grain;  that  on  wood  pulp 
3.5  cents  and  that  on  pyrites  the  same  as  on  fertilizer  materials, 
3.5  cents  per  100  pounds. 

At  the  hearing  it  developed  that  the  Louisville  &  Nashville  pro- 
posed cutting  out  all  absorption  of  handling  charges.  The  discovery 
seemed  to  shock  the  representatives  of  that  railroad  and  they 
agreed  that  there  was  no  such  intention.  When  the  tariffs  have 
been  changed  by  specifically  stating  rates  on  hemp,  etc.,  in  the 
manner  indicated,  and  the  L.  &  N.  has  restored  its  absorption 
provision,  the  tariffs  may  be  made  operative  on  June  3,  on  not 
less  than  five  days'  notice. 

When  that  is  done  the  charges  at  New  Orleans  will  be  the 
same  as  those  at  Mobile,  and  something  more  than  100  per  cent 
higher  than  they  were  at  the  time  the  tariffs  were  filed,  several 
months  ago. 

There  was  disagreement  between  the  protestants  and  the 
carriers  on  only  two  points.  The  carriers  estimated  the  in- 
crease would  be  from  between  25  and  30  cents  per  ton  to  70 
cents  a  ton.  The  respondents  said  the  average  charge  would 
be  between  70  and  75  cents  a  ton.  The  other  point  of  disagree- 
ment was  one  of  policy.  The  respondents  suggested  that,  in 
view  of  the  tendency  of  prices  to  go  downward,  it  was  unwise 
for  the  carriers  to  make  such  increases.  The  carriers  thought 
it  was  about  time  to  make  a  general  revision  inasmuch,  as  the 
charges  have  been  in  effect  since  1902,  with  only  two  rather 
widespread  increases  and  19  rather  wide  reductions. 

About  half  the  traffic  passing  over  the  piers  at  New  Orleans 
will  be  affected  in  such  a  way  that  the  shippers  will  know  there 
has  been  a  change.  That  is  the  traffic  on  which  the  carriers  do 
not  absorb  the  charges  for  handling  across  the  piers,  two-thirds 
of  which  are  owned  by  Louisiana  and  the  other  third  by  the 
railroads.  The  general  rule  about  absorptions  is  that  there  will 
be  absorption  on  things  originating  north  of  the  Ohio  and  east 
of  the  Mississippi,  but  no  absorption  on  traffic  from  the  South- 
east; and  that  there  will  be  absorption  on  competitive  traffic 
from  west  of  the  Mississippi  River,  There  are,  however,  many 
exceptions  to  the  rule.  On  some  non-competitive  traffic  from 
west  of  the  Mississippi  there  is  absorption,  while  there  is  no 
absorption  on  competitive  traffic.  Generally  speaking,  however, 
the  absorptions  were  made  with  a  view  to  equalizing  New  Orleans 
with  the  north  Atlantic  ports,  and  to  stay  in  the  competition  with 
south  Atlantic  and  gulf  ports. 

On  account  of  the  diversity  of  practices  at  the  south  Atlantic 
and  gulf  ports  brought  out  in  the  testimony  in  this  suspension 
case,  the  Commission,  April  22,  announced  the  initiation  of  a 
proceeding  by  itself,  docket  No.  12681,  in  which  it  will  conduct 
a  general  inquiry  into  the  subject  of  port  charges  and  their  ab- 
sorption or  non-absorption  by  carriers,  and  the  propriety  of 
the  practices  of  the  carriers  with  respect  to  absorption  or  non- 
absorption,  at  every  port  on  the  south  Atlantic  and  the  gulf. 

This  increase  in  the  charges  is  due  practically  in  its  en- 
tirety to  the  increase  in  wages  of  dock  laborers.  In  1902  their 
wages  were  16  cents  an  hour  and  at  the  time  of  the  hearing 
55  cents,  the  increase  being  made  almost  entirely  since  1918 
when  the  railroads  were  taken  over  by  the  government.  The 
wages  of  labor  on  the  railroad  piers  are  controlled  by  the  Rail- 
road Labor  Board. 

Even  when  the  increased  charges  have  become  effective  the 
testimony  showed,  the  Texas  &  Pacific  and  Missouri  Pacific,  for  in- 
stance will  have  to  pay  charges  for  handling  at  their  Westwego 
pier  an  average  of  88.1  cents  per  ton,  being  almost  wholly  the  cost 
of  labor.  The  railroads,  however,  cannot  obtain  more  because 
the  charges  of  the  Galveston  Wharf  Company  for  handling  lum- 

amount  to  4.99  cents  per  100  pounds,  while  the  rates  pro- 

l  for  application  on  the  railroad  piers  at  New  Orleans  are 

3tween  four  and  five  cents.     The  charges  over  the  state  piers 

lew  Odleans  are  interesting  only  to  the  railroads  when  they 

Jrb  them.     On  the  state  piers  at  New  Orleans,  however   ther° 


are  contractors  who  operate  on  the  piece  work  plan  and  are 
able  to  handle  the  freight  more  efficiently  than  the  railroads, 
which,  on  their  piers,  are  subject  to  the  rates  of  pay  established 
by  the  Railroad  Labor  Board.  The  contract  plan  on  the  Louisi- 
ana state  piers,  however,  can  be  used  by  the  railroads  when  they 
have  to  absorb,  and  also  by  the  shippers  who  protested  against 
the  increases,  when  there  is  no  absorption. 

SISAL,  NEW  ORLEANS  TO  ST.  LOUIS 

It  was  unreasonable  for  the  Missouri  Pacific,  in  April  and 
May,  1916,  to  restrict  an  import  rate  of  17  cents  on  sisal,  from 
New  Orleans  to  St.  Louis,  to  such  imported  sisal  as  had  been 
stored  at  the  port  in  warehouses  owned  or  controlled  by  the 
carrier.  The  Commission  has  so  declared  in  a  report  on  No. 
11832,  American  Manufacturing  Co.  vs.  Missouri  Pacific,  opinion 
No.  6805,  61  I.  C.  C.  341-2.  The  railroad  imposed  the  domestic 
rate  of  21  cents  on  41  carloads  of  sisal  stored  in  a  private  ware- 
house at  New  Orleans,  because  there  was  no  room  in  the  rail- 
road warehouses  and  the  sisal  could  not  be  held  in  the  ap- 
praiser's stores.  On  April  1,  1918,  the  tariff  was  changed  so 
that  the  import  rate  would  apply  from  warehouses  of  the  rail- 
road or  private  warehouses  on  railroad  tracks.  The  only  ques- 
tion involved,  therefore,  was  reparation.  The  railroad  has  been 
ordered  to  refund  the  difference  of  four  cents  per  100  pounds. 


RATES  ON  STEEL  TURNINGS 

The  Commission  has  dismissed  No.  11250,  Briggs  &  Turnivas 
vs.  Pennsylvania,  Director-General,  et  al.,  opinion  No.  6811,  61 
I.  C.  C.  363-5,  holding  that  the  minimum  of  56,000  pounds  ap- 
plicable on  steel  turnings,  from  Elmira,  N.  Y.,  to  destinations  in 
New  York,  Pennsylvania  and  Ohio,  from  May,  1917,  to  June,  1919, 
was  not  unreasonable.  The  complainant  asked  for  a  minimum 
of  48,800  pounds,  because  some  of  its  shipments  did  not  weigh 
the  minimum,  although  the  cars  were  loaded  level  full.  The 
Commission  said,  however,  the  record  showed  that  a  good  many 
of  the  cars  of  the  complainant  were  not  fully  loaded.  The  lower 
minimum  was  also  asked,  because  it  applies  on  scrap  iron  and 
steel,  with  which  iron  and  steel  turnings  must  compete. 


RATES  ON  CAST  STEEL  BOAT  RUDDERS 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11432,  George  A.  Fuller  Co.  vs.  Atlantic 
Coast  Line  et  al.,  opinion  No.  6806,  61  I.  C.  C.  343-4,  against  a 
third  class  rate  of  81.5  cents  on  cast  steel  boat  rudders  from 
Wheeling,  W.  Va,,  to  Wilmington,  N.  C.,  shipped  between  January 
4  and  November  21,  1919.  The  Commission  held  the  third  class 
rate  unreasonable  to  the  extent  and  because  it  exceeded  the 
subsequently  fifth  class  rate  of  50  cents.  When  the  shipments 
moved  there  was  no  separate  classification  for  steel  boat  rud- 
ders, because  there  was  no  boat  building  in  the  South  warrant- 
ing carload  shipments  of  rudders.  The  shipments,  therefore, 
were  classed  as  "boat  parts"  at  third  class. 


RATES  ON  GREEN  SALTED  HIDES 

An  order  in  No.  11223,  Hirth-Krause  Co.  vs.  Chicago,  Mil- 
waukee &  St.  Paul  et  al.,  opinion  No.  6809,  61  I.  C.  C.  350-4, 
directs  the  railroads,  on  or  before  September  1,  to  establish 
rates  on  green  salted  hides  to  Rockford,  Mich.,  from  Chicago, 
Milwaukee  and  Racine,  no  higher  than  the  rates  contempora- 
neously maintained  to  Grand  Rapids.  It  further  held  that  the 
fifth  class  rates  from  April,  1916,  to  March  29,  1920.  were  un- 
reasonable because  and  to  the  extent  they  exceeded  14  cents 
and  awarded  reparation.  The  finding,  award  and  order  also 
cover  sub-number  1,  same  vs.  same,  and  parts  of  fourth  section 
application  No.  2060.  Fourth  section  relief  was  denied  in  fourth 
section  ordei  7939,  also  effective  on  September  1. 


RESHIPPING  RATES  ON  GRAIN 

In  disposing  of  I.  and  S.  1279,  grain  from  St.  Louis  to  Cin- 
cinnati and  Louisville,  opinion  No.  6795,  61  I.  C.  C.  256-9  (Traffic 
World,  April  23,  p.  865),  the  Commission  held  that  the  carriers 
had  justified  their  proposal  to  cancel  reshipping  rates  on  grain 
originating  in  Illinois  or  beyond  the  so-called  100-mile  zone  west 
of  the  Mississippi  River,  from  St.  Louis  to  Louisville  and  Cin- 
cinnati, as  within  the  scope  of  its  decision  in  59  I.  C.  C.  435.  It 
further  held  that  reshipping  rates  on  grain  from  St.  Louis  to 
points  in  Indiana  and  Kentucky  were  not  unreasonable  or  other- 
wise unlawful.  The  last  mentioned  holding  was  on  No.  11835. 
Merchants  Exchange  of  St.  Louis  vs.  Baltimore  &  Ohio  et  al., 
which  case  is  also  covered  by  the  decision,  because  the  questions 
raised  in  the  two  proceedings  were  substantially  the  same. 

Commissioner  Eastman  dissented  and  wrote  a  separate  opin- 
ion, to  which  Commissioner  Daniels  adhered.  Mr.  Eastman 
pointed  out  that  Louisville  and  Cincinnati  are  away  outside  of 
the  100-mile  zone,  around  St.  Louis  and  East  St.  Louis,  in  which 
e  rates  to  and  from  St.  Louis  and  East  St.  Louis  are  not  the 
same.  He  said  that  the  rates  from  the  two  parts  of  St.  Louis 
to  Cincinnati  and  Louisville  should  be  the  same  and  that  the 
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cancellation  of  it  shipping  rates  from  St.  LoulH  will  bring  about 
an  adjustment  not  In  accordance  with  the  principles  laid  down 
in  57  I.  C.  C.  639,  in  which,  on  long-haul  traffic,  St.  Louie  and 
East  St.  Louis  were  treated  as  one  point  for  rate-making  pur- 
poses. 


RATES  ON  LIMESTONE 

An  order  of  reparation  amounting  to  $86,478.63  has  been 
made  in  No.  10363,  Solvay  Process  Co.  vs.  D.  L.  &  W.  and  Di- 
rector-General, opinion  No.  6762,  61  I.  C.  C.  86-7,  the  original 
report  in  which  was  published  in  55  I.  C.  C.  280.  The  Commis- 
sion, in  that,  case,  held  unreasonable  the  rates  on  limestone,  from 
.lainosville,  N.  Y.,  to  Solvay,  N.  Y.,  moving  after  June  25.  On  that 
day  a  big  increase  in  the  rates  took  place,  because  of  the  terms  of 
General  Order  No.  28.  Reparation  was  ordered  on  all  shipments 
between  June  25,  1918,  and  February  14,  1920,  when  the  order 
reducing  the  rates  became  effective. 

At  a  further  hearing,  held  on  October  12,  1920,  the  Director- 
General  and  the  Lackawanna  refused  to  check  and  certify  as 
to  the  accuracy  of  the  complainant's  reparation  statements,  un- 
der the  misapprehension  that  the  case  was  to  be  reheard. 

The  Commission  checked  the  statements  and  entered  its 
order  directing  the  payment  of  the  money,  on  or  before  July  2, 
1921,  with  interest  at  the  rate  of  6  per  cent.  The  order  directs 
and  authorizes  John  Barton  Payne  to  pay  the  sum  found  to  be 
due. 


RECONSIGNMENT  AND  DIVERSION 

The  Commission's  disposition  of  I.  and  S.  1250  and  1276,  di- 
version and  reconsignment  rules,  regulations  and  charges,  opin- 
ion No.  6816,  61  I.  C.  C.  385-93  (Traffic  World,  April  23,  p.  868), 
is  in  accordance  with  the  desires  of  both  railroads  and  shippers, 
expressed  in  the  argument  of  the  case  on  April  14 — namely,  that 
nothing  be  done  further  about  the  matter  until  after  the  begin- 
ning of  1922.  R.  H.  Wlddicombe,  for  the  western  carriers,  and 
Parker  McCollester,  for  the  eastern,  agreed  that,  on  account 
of  the  change  In  the  business  conditions  and  in  view  of  the 
increases  allowed  since  the  decision  in  the  main  reconsignment 
case,  the  rules  under  suspension  governing  reconsignments  of 
fruits  and  vegetables  were  inadvisable  for  application  under 
present  conditions. 

Justification  was  found  by  the  Commission  for  the  rules 
governing  reconsignment  of  less-than-carload  shipments  and 
order-notify  shipments.  No  protest  was  made  against  the  first 
mentioned.  The  chief  contentions  with  regard  to  that  rule  were 
made  by  representatives  of  shippers  of  cotton,  flour  and  feed, 
and  from  wholesale  grocers  in  the  South.  The  Commission  held 
that  the  work  done  by  a  carrier  after  disposition  orders  have 
been  given  as  to  order-notify  cars  are  additional  services  and 
are  essentially  the  same  as  those  rendered  on  orders  for  recon- 
signment and,  therefore,  that  additional  charges  are  warranted. 

Lack  of  justifying  facts  caused  the  Commission  to  condemn 
the  back-haul  and  embargo  rules.  As  to  the  embargo  rule,  the 
Commission  said  the  condition  that  orders  for  diversion  or  re- 
consignment  of  commodities,  other  than  perishable  freight,  coal, 
coke  or  fuel  oil,  will  not  be  accepted  to  a  station  or  a  point  of 
delivery  against  which  an  embargo  was  enforced  when  the  ship- 
ment left  the  point  of  origin,  was  disapproved  in  the  big  recon- 
signment case  and  held  unreasonable  in  Boston  Chamber  of 
Commerce  vs.  Director-General,  59  I.  C.  C.  73.  The  Commission 
also  called  attention  to  the  fact  that  the  respondents  offered 
no  justification  for  the  rule,  and  therefore  directed  that  it  be 
withdrawn. 

In  respect  of  the  back-haul  rule,  the  Commission  said  there 
was  no  apparent  reason  why  reconsignments  of  shipments  where 
back-hauls  were  involved  should  be  distinguished  from  recon- 
signments of  like  shipments  at  intermediate  points,  except  in 
the  matter  of  additional  charges  for  out-of-line  haul. 


LIVE  STOCK  LOADING  CHARGES 

In  disposing  of  I.  and  S.  1301  and  1312,  live  stock,  loading 
and  unloading  charges,  opinion  No.  6793,  61  I.  C.  C.  223-5  (Traffic 
World,  April  23,  p.  865),  the  Commission  said  the  cost  data  sub- 
mitted to  justify  the  proposed  higher  charges  were  based  upon 
the  labor,  accounting  and  facilities  purporting  to  have  been  de- 
voted to  the  particular  service  during  the  year  1920.  It  pointed 
out  that  the  figures  for  Chicago  alone  showed  a  separation  of 
cost  per  car  as  between  loading  and  unloading.  In  addition  to 
labor  costs,  the  Commission  said,  the  items  included  supervision, 
accounting,  electric  lighting  of  the  loading  and  unloading  docks 
for  night  work,  depreciation  of,  or  repairs  to  facilities  used, 
cleansing  and  disinfecting  the  facilities,  fire  and  liability  insur- 
ance, loss  and  damage,  taxes  and  the  like,  allocated  to  the  serv- 
ice in  question.  These  data,  the  Commission  said,  did  not  need 
to  be  reviewed  in  detail,  because  they  showed  labor  costs  alone 
ranging  from  63.62  cents  per  car,  at  St.  Joseph,  to  99.67  cents,  at 
Chicago.  At  all  the  yards,  the  Commission  said,  the  figures 
showed  a  cost  in  excess  of  $1  per  car,  and  that  nothing  of  record 
indicated  any  appreciable  diminution  In  the  cost. 


The  Commission  mild  that  It  expressed  no  opinion  concern- 
ing the  precise  point  at  which  the  loading  and  unloading  nerv- 
ine for  which  the  carriers  are  responsible  begin  or  end  or 
concerning  the  precise  extent  to  which  the  exhibited  Items  arc 
properly  chargeable  to  the  carriers  ax  part  of  the  transportation 
service.  It  said  It  confined  Its  finding  to  the  necessities  of  the 
case— namely,  that  upon  all  the  facts  of  record,  the  proposed 
Increased  charges  and  absorptions  had  been  Justified. 


RATES  ON  HARDWOOD  LOGS 

An  order  has  been  made  In  No.  10976,  North  Vernon  Lumber 
Co.  et  al.  vs  Illinois  Central,  Director-General,  et  al.,  opinion 
No.  6810,  61  I.  C.  C.  355-62.  requiring  the  Illinois  Central  and 
the  Yazoo  &  Mississippi  Valley,  on  or  before  July  21,  to  estab- 
lish scales  on  hardwood  logs  from  points  on  the  Yazoo  &  Mis- 
sissippi Valley,  in  Mississippi  north  of  Vick.sburg  and  Jackson, 
to  Dyersburg  and  Trimble,  Tenn.,  conditioned  upon  the  manu- 
factured products  of  the  logs  being  shipped  from  Dyersburg 
and  Trimble  over  the  Illinois  Central.  These  rates  shall  not 
exceed  their  individual  distance  scales  of  net  rates  applicable 
between  points  on  their  respective  lines,  and  are  to  be  applied 
as  joint  rates  from  Yazoo  &  Mississippi  Valley  points  in  Mis- 
sissippi north  of  Vicksburg  and  Jackson  to  Dyersburg  and  Trim- 
ble, for  distances  up  to  and  including  220  miles.  For  greater 
distances,  they  are  to  provide  a  scale  running  out  at  315  miles 
and  ending  with  11.5  cents  per  100  pounds.  For  distances  of 
235  miles  and  over  220,  the  rate  is  to  be  8.5  cents.  The  rate 
progresses  %  cent  per  100  pounds  for  each  fifteen  miles  up  to 
310  miles.  Then  it  jumps  %  cent  for  the  five  miles  between 
310  and  315  miles. 

The  two  railroads  had  local  log  rates  up  to  various  mill 
points,  and  scales  of  net  rates  on  product  of  the  logs  beyond 
somewhat  higher  than  the  scales  to  the  mill  points  when  the 
product  went  out  over  the  Illinois  Central.  The  order  requires 
them  to  use  their  local  log  scales  for  the  movement  of  the  prod- 
uct beyond  as  joint  scales.  That  is  to  say,  the  Y.  &  M.  V.  scale 
is  to  apply  over  the  Illinois  Central  up  to  220  miles.  The  Com- 
mission said  the  average  of  the  scales  of  the  two  railroads,  for 
distances  greater  than  220  miles,  was  lower  than  the  average 
of  log  scales  of  other  carriers  in  that  general  territory,  where- 
fore it  prescribed  one  of  its  own. 

Complainants  are  operators  of  sawmills  at  Dyershurg  and 
Trimble,  Tenn.  They  have  used  up  the  logs  near  at  hand  and 
now  desire  to  obtain  raw  material  from  northern  Mississippi. 
They  contended  that  the  scales  made  by  the  two  railroads  for 
application  beyond  the  mill  points  were  unreasonable  because, 
when  the  traffic  switched  from  one  branch  of  the  system  to  the 
other,  the  charges  per  mile  became  higher  than  under  the  local 
scale  of  the  originating  carrier. 


CLASS  RATES,  EAST  TO  LA  CROSSE 

Commissioners  Clark,  Daniels  and  McChord,  composing  di- 
vision No.  2,  in  a  report  on  No.  11325,  Traffic  Bureau  Chamber 
of  Commerce,  LaCrosse,  Wis.  vs.  Ann  Arbor  et  al.,  opinion  No. 
6799,  61  I.  C.  C.  289-95,  have  ordered  a  reduction  in  class  rates 
I'rom  New  York  to  Commissioner  Esch's  home  town  of  LaCrosse, 
effective  on  or  before.  August  1.  The  rates  from  New  York  to 
LaCrosse  are  to  be  209.5  cents  first,  182.5  second,  139.5  third,  98 
fourth,  83.5  fifth  and  70  cents  sixth  class.  Rates  from  other 
points  in  New  England  and  trunk  line  territories,  including 
Pittsburgh  and  Buffalo,  are  to  be  lined  up  in  accordance  with  the 
rates  from  New  York  in  accordane  with  the  rules  under  which 
the  existing  relationships  were  established.  Commissioner 
Daniels  wrote  the  report. 

But  Mr.  Esch  had  nothing  to  do  with  the  victory  achieved 
by  the  civic  body  of  LaCrosse.  That  fight  was  started  back  in 
1917  while  Mr.  Esch  was  a  member  of  Congress,  and  submitted 
to  the  Commission  for  decision  November  18,  1920. 

The  Chamber  of  Commerce  complained  that  the  class  and 
commodity  rates  from  New  England,  eastern  trunk  line  and 
central  freight  association  territories  were  unreasonable,  unjustly 
discriminatory  and  unduly  prejudicial  In  comparison  with  rates 
from  the  same  points  of  origin  to  Dubuque,  St.  Paul,  Chicago 
and  Milwaukee.  This  complaint  was,  in  a  way  of  speaking,  an 
appendix  to  other  proceedings  in  which  LaCrosse  tried  for  a  bet- 
ter adjustment.  General  Order  No.  28  did  not  improve  LaCrosse's 
position.  At  present  the  first  class  rate  from  New  York  to  La- 
Crosse. 1,175  miles,  Is  216.6  cents.  The  first  class  rate  from  New 
York  to  Dubuque,  1,079  miles,  is  184  cents,  a  difference  of  32.5 
cents  for  a  difference  in  distance  of  less  than  100  miles.  The 
difference  in  distance  via  the  short  line,  over  which  traffic,  how- 
ever, does  not  move,  except  In  small  quantities,  is  only  28  miles. 
In  the  Wisconsin  rate  cases  (44  I.  C.  C.  602).  decided  In  April. 
1917,  LaCrosse  got  a  better  adjustment  in  relation  to  Dubuque. 
But  before  the  effective  date  of  that  order  the  Commission,  In  the 
Fifteen  Per  Cent  case,  authorized  the  carriers  to  make  the  New 
York-Chicago  rate  90  cents.  Had  the  percentage  allowed  in  the 
Wisconsin  rate  case,  before  mentioned,  been  applied  to  that  rate 
of  90  cents,  LaCrosse  would  have  had  a  rate  structure  higher 
than  St.  Paul.  The  carriers  thereupon  observed  the  St.  Paul 
rates  as  maxima  to  LaCrosse.  Before  they  could  reduce  the 
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spread  between  LaCrosse  and  Dubuque  to  24.5  cents,  General 
Order  No.  28  came  along  and  threw  the  spread  still  further  out 
of  gear  The  spread  went  still  more  agley  under  Ex  Parte  No.  74. 

Upon   substantially   the  same   testimony   as   in   the   torn 
case  the  Commission  has  now  ordered  reductions.     In  ordering 
them   the  Commission   recognized   that  there   would   be   a  I 
Williams  effect  of  "hitting  him  in  the  stomach  and  bulging  oul 
in  the  back"  at  Madison  and  Beloit,  so  it  said    that  while  rate: 
to  those  points  were  not  in  issue,  the  carriers  should  deal  will 
them  contemporaneously,  so  that  LaCrosse,  Beloit  and  Madison 
will  be  on  substantially  the  relationship  ordered  in  the  decision 
in  1917. 

LIMITATION~OF  LIABILITY 

An  order  of  dismissal  has  been  made  in  No.  10248,  Climax 
Molybdenum  Co.  vs.  Ann  Arbor,  Director-General,  et  al.,  opinion 
No  6813,  61  I.  C.  C.  369-73,  the  Commission  holding  that  the 
rates  assessed  on  the  complainant's  shipments  of  molybdenum, 
carloads,  from  Climax,  Colo.,  to  destinations  on  and  east  of  the 
Missouri  River  via  Denver,  in  1918,  were  legally  applicable,  not 
unreasonable,  unduly  prejudicial  or  unlawful  under  section  2 
of  the  interstate  commerce  law. 

The  issue  was  as  to  the  legality  and  reasonableness  of  a 
tariff  provision  imposing  a  rate  of  25  cents  per  100  pounds  on 
ores  worth  more  than  $100  per  ton  from  Climax  to  Denver, 
Colo.,  a  distance  of  137  miles.  Molybdenum  is  worth  about  $1,250 
per  ton  and  is  so  precious  that  it  is  shipped  in  double  sacks. 
The  general  freight  agent  of  the  Colorado  &  Southern  required 
the  complainant  to  make  a  notation  on  the  way  bills  that  the 
actual  value  of  the  ore  was  more  than  $100  per  ton.  The  com- 
plainant contended  that  it  should  have  the  benefit  of  a  rate  of 
19  cents  assessed  on  ores  worth  more  than  $12  per  ton  but  not 
more  than  $100,  on  the  ground  that  the  other  item  was  a  limita- 
tion on  recovery  forbidden  by  the  second  Cummins  amendment. 
The  Commission  held  that  it  was  not  a  limitation  on  recovery; 
that  the  item  could  have  no  such  effect  and,  therefore,  that  it 
was  not  in  violation  of  the  second  Cummins  amendment,  for- 
bidding limitations  on  liability.  It  held  that  the  company  would 
have  been  liable  for  the  full  amount  had  a  ton  or  two  of  the 
ore  gone  astray. 

As  to  the  reasonableness  of  the  25  cent  component  from 
Climax  to  Denver,  the  Commission  was  not  persuaded  by  the 
complainant  that  36.5  mills  per  ton  mile  over  a  narrow  gauge 
road,  for  a  distance  of  137  miles,  was  unreasonable,  even  if  the 
component  from  Denver  to  New  York  figured  out  only  6.9  mills. 


RATES  ON  GROUND  SULPHUR 

In  a  .report  on  No.  11492,  Davis  Manufacturing  Co.,  Inc.,  vs. 
Morgan's  Louisiana  and  Texas  Railroad  and  Steamship  Co.,  Di- 
rector-General, et  al.,  opinion  No.  6807,  61  I.  C.  C.  345-7,  with 
Commissioner  Hall  dissenting,  the  Commission  held  that  a  rate 
of  40.5  cents  on  ground  sulphur  from  Sulphur  Mines,  La.,  to 
Knoxville  via  Memphis  was  not  unjustly  discriminatory  or  un- 
duly prejudicial,  but  that  it  was  unduly  prejudicial  in  compari- 
son with  a  rate  of  31.5  cents  to  Nashville  and  one  of  30.5  cents 
to  Chattanooga  via  the  shorter  line  through  New  Orleans.  The 
Commission  did  not  order  a  removal  of  the  undue  prejudice  but 
expressed  the  expectation  that,  as  a  part  of  the  readjustment 
now  being  made  in  rates  in  the  south,  the  undue  prejudice  would 
be  removed  within  90  days. 

Commissioner  Hall,  dissenting  in  part,  agreed  that  the  rate 
via  Memphis  was  not  unlawful.  He  dissented  from  the  finding 
that  the  rates  via  New  Orleans  were  unduly  prejudicial  because 
that  issue  was  not  presented,  he  said,  and  he  could  see  no  reason 
for  opening  the  door  for  an  increase  over  the  New  Orleans  route 
to  Nashville  and  Chattanooga.  The  rate  to  Knoxville  is  made 
by  the  Kansas  City  Southern,  which,  as  a  part  of  its  policy,  has 
declined  to  meet  the  lower  rates  to  Nashville  and  Chattanooga 
via  the  shorter  routes  through  New  Orleans. 


RATES  ON  WOOD  ALCOHOL 

The  Commission  has  dismissed  No.  11445,  Berry  Bros.,  Inc., 
vs.  Chicago  &  Northwestern  et  al.,  opinion  No.  6822,  61  I.  C.  C. 
405-7,  holding  that  the  rates  applicable  on  wood  alcohol  in  tank 
cars  from  Ashland,  Wis.,  to  Detroit,  in  December,  1917,  and 
January,  1918,  were  not  unreasonable.  Charges  were  collected 
at  the  rate  of  24.7  cents.  Subsequently  the  carriers  claimed  that 
the  applicable  rate  was  43.5  cents  and  collected  the  difference 
on  one  carload  weighing  56,000  pounds.  The  defendants  admitted 
that  that  was  an  overcharge  and  that  the  proper  rate  to  have 
applied  was  a  combination  of  38.4  cents.  The  complainant's  main 
contention  was  that  a  joint  commodity  rate  of  24.7  cents  was 
applicable,  as  the  item  carrying  the  rate  via  Mackinaw  City  con- 
tained no  reference  to  any  exception  which  would  eliminate  its 
application  in  connection  with  the  Northwestern.  The  Commis- 
sion said  that  the  item  carrying  the  general  exception  of  the 
Northwestern  did  not  require  a  reference  thereto  to  make  it 
applicable  throughout  the  tariff.  The  Northwestern  maintained 
two  routes  from  Ashland  to  Detroit  over  which  the  rate  of  24.7 
cents  was  maintained.  The  complainant  routed  the  traffic  over 


a  more  expensive  route  and  the  Commission  said,  as  many  times 
before,  that  the  existence  of  a  lower  rate  over  other  routes  does 
not  of  itself  warrant  a  condemnation  of  the  rate  charged. 

RATES~ON  SOFT  COAL 

An  order  of  dismissal  has  been  made  in  No.  11559,  Harlan 
County  Coal  Operators  Association  et  al.  vs.  Louisville  &  Nash- 
ville et  al.,  opinion  No.  6817,  61  I.  C.  C.  394-6,  the  Commission 
holding  that  a  rate  of  $1.90  per  net  ton  on  soft  coal  from  mines 
in  groups  1,  3  and  4  on  the  Louisville  &  Nashville  in  Kentucky 
to  Toledo  for  trans-shipment  by  lake  on  and  after  May  6,  1  20, 
and  as  increased  pursuant  to  Ex  Parte  No.  74,  was  not  unreason- 
able Commissioner  McChord,  who  wrote  the  opinion,  said  that 
at  the  opening  of  argument  counsel  for  the  L.  &  N.  announced 
that  in  view  of  the  increased  development  of  coal  on  its  line 
and  the  existing  rate  situation,  the  appropriate  lake  cargo  rate 
would  be  restored  and  this  concession  satisfied  the  demand  of 
the  complainants.  Thereafter,  effective  March  15,  1921,  the 
promised  lake  cargo  rate  was  established.  That  left  for  con- 
sideration only  the  question  of  reparation  on  shipments  that 
moved  during  the  short  time  when  the  L.  &  N.  had  no  cargo 
rate  in  effect  to  Toledo.  The  case  arose  because  after  the  end 
of  federal  control  the  L.  &  N.  canceled  out  the  lake  cargo  coal 
rate  to  Toledo,  leaving  in  effect  only  the  local  rate.  After  the 
Commission  had  allowed  increases  in  Ex  Parte  74,  the  L.  &  N. 
decided  that  it  could  afford  to  have  a  trans-shipment  rate  to 
Toledo.  That  satisfied  complainants.  The  Commission  said  that 
reparation  should  not  be  made  because  the  earnings  shown  by  the 
L.  &  N.  would  not  warrant  a  holding  that  the  higher  Toledo 
proper  rate  was  unreasonable. 

COAL  TO  SPRINGFIELD,  MO. 

Applying  the  principles  laid  down  in  both  the  Gosline  and 
Parlin  &  Orendorf  cases,  the  Commission  has  held,  in  a  report 
on  No.  11075,  Austin  Abbott  et  al.  vs.  Baltimore  &  Ohio,  Direc- 
tor-General, et  al.,  opinion  No.  6800,  61  I.  C.  C.  296-301,  that  rates 
on  soft  coal  from  Benton,  Bellville,  Duquoin  and  Murphysboro 
and  other  points  in  southern  Illinois  to  Springfield,  via  the  St. 
Louis-San  Francisco  and  its  connection,  were  unreasonable  to 
the  extent  that  the  rates  exceeded  those  which  would  have  re- 
sulted from  an  application  of  General  Order  No.  28  to  but  one 
of  the  factors  in  the  combination  rates.  Rates  via  the  Missouri 
Pacific  were  held  not  unreasonable.  Reparation  is  to  be  made 
on  such  shipments  on  which  the  complainants  paid  and  bore 
the  charges.  Inasmuch  as  part  of  the  time  the  Fuel  Administra- 
tion required  prices  to  be  stated  F.  O.  B.  mines,  plus  specified 
profit  per  ton,  on  some  of  the  shipments  the  consignors  did  not 
bear  the  transportation  cost. 

As  to  rates  from  Quinnmont,  W.  Va.,  and  Lilly,  Pa.,  to 
Springfield,  the  Commission  said  they  had  not  been  shown  to 
be  unreasonable.  It  directed  the  refund  of  overcharges. 

DAIRY  PRODUCTS,  DULUTH  TO  EAST 

The  Commission  has  dismissed  No.  11340,  Bridgeman-Russell 
et  al.  vs.  Great  Lakes  Transit  Corporation  et  al.,  opinion  No. 
6796,  61  I.  C.  C.,  260-269,  holding  that  the  aggregate  charges  on 
butter,  other  dairy  products,  dressed  poultry,  and  eggs,  moving 
lake-and-rail  from  Duluth  to  eastern  destinations,  comprising 
the  joint  third  class  rates  and  the  separately  established  charge 
of  8  cents  per  100  pounds  for  refrigeration  during  the  lake  move- 
ment, Duluth  to  Buffalo,  are  not  unjust  or  unreasonable. 

Commissioner  Daniels,  who  reviewed  the  history  of  the 
fight  of  the  shippers  to  force  the  lake  boats  to  carry  perishables, 
which  they  won  when  the  Commission  commanded  the  boats 
to  do  so,  said  that  because  the  time  from  Duluth  to  Buffalo  by 
water  was  three  and  a  half  days,  while  the  all-rail  time  was 
seven  days  at  least,  the  service  to  the  shipper  by  water  was  un- 
doubtedly more  valuable.  Yet  the  aggregate  of  the  third  class 
rail-and-water  rate  and  the  refrigeration  charge  was  much  less. 
The  all-rail  third  class  is  $1.25  and  the  refrigeration  charge  is 
11  cents.  By  water  and  rail  the  charge  is  75  cents  and  the 
refrigeration  charge  is  8  cents.  The  rail  lines  east  of  Buffalo 
receive  the  same  division  whether  the  traffic  comes  to  them  all- 
rail  or  rail-and-water  or  all-water. 

The  complainants  contended  that  the  rail-and-water  third 
class  rate  was  high  enough  to  compensate  the  transit  corpora- 
tion for  the  service  rendered.  They  also  contended  that  there 
was  no  reason  for  a  higher  eastbound  than  westbound  rate  be- 
cause the  bulk  of  the  movement  by  water  was  eastbound  while 
by  rail  the  reverse  was  true,  Mr.  Daniels  pointed  out,  however, 
that  the  transit  corporation  had  shown  that  the  bulk  of  the 
movement  by  water  on  class  rates  was  westbound. 


RATE  ON  COAL  TAR 

On  the  theory  that  all  railroads  under  federal  control  were 
parts  of  a  single  system,  the  Commission  has  held  unreasonable 
the  rate  on  coal  tar  from  South  Bethlehem,  Pa.,  to  Gray's  Ferry 
in  Philadelphia  to  the  extent  that  it  exceeded  8  cents  per  100 
pounds,  and  ordered  reparation  to  that  basis.  The  decision  was 
made  in  No.  11544,  Barrett  Co.  vs.  Philadelphia  &  Reading  et 
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al..  opinion  No.  6820,  61  I.  C.  C.  401-2.  A  rate  of  15  cents  wan 
charged  on  53  carloads  of  coal  tar  shipped  in  August.  Septem- 
ber and  October,  1918.  The  shipment*  routed  Pennsylvania  de- 
livery, moved  over  Philadelphia  &  Rending  and  Pennsylvania. 
The  applicable  rate  of  15  cents  or  6th  class  was  applied.  Prior 
and  subsequent  to  the  period  covered  by  the  complaint  coal  tar 
moved  from  South  Bethlehem  to  Gray's  Ferry  over  the  Rend- 
ing and  the  Baltimore  &  Ohio  at  a  rate  of  8  cents.  When  the 
shipments  were  made,  the  Reading  had  an  embargo  against  all 
B.  &  O.  delivery  except  foodstuffs  and  perishable  freight.  Th.- 
complainant  specified  Pennsylvania  delivery  because  he  could 
not  obtain  permits  for  B.  &  O.  delivery.  The  Director-General 
claimed  there  was  an  open  route  over  which  the  8  cent  rate 
applied,  but  the  Commission  said  that  inasmuch  as  all  roads 
were  under  federal  control  8  cents  would  have  been  the  reason- 
able rate  to  apply. 


The  Commission  suggested  that  If  It  wan  not  satisfied  thire  t» 
a  way  provided  by  law  for  settling  nuch 


LUMBER  ARTICLES  FROM  PACIFIC  COAST 
In  a  report  on  I.  and  S.  No.  1288,  Re-grouping  and  Descrip- 
tion of  Lumber  Articles  from  Pacific  Coast  Points,  opinion  No. 
6818,  61  I.  C.  C.  397-8,  the  Commission  held  that  the-  proposed 
increased  rates  on  cedar  fence  posts  from  points  in  Oregon  to 
destinations  in  California  had  not  been  Justified.  The  sus- 
pened  schedules  are  to  be  canceled  on  or  before  June  24. 


RATES  ON   CANTALOUPES 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11551,  Gateway  Produce  Co.,  Inc.,  vs. 
American  Railway  Express  Co.,  and  Director-General,  opinion 
No.  6808,  61  I.  C.  C.  347-9,  as  to  the  rate  imposed  on  two  car- 
loads of  cantaloupes,  shipped  July  30,  1918,  by  express  from 
Horatio,  Ark.,  to  New  Orleans.  A  rate  of  $2.065  and  an  icing 
charge  of  $50  per  car  were  applied.  There  was  no  published 
refrigeration  charge  in  the  tariffs.  The  Commission  held  the 
$2.065  rate  unreasonable  because  and  to  the  extent  it  exceeded 
$1.47  and  the  refrigeration  charge  unreasonable  to  the  extent 
it  exceeded  $33. 


RATES    ON    AUTOMOBILE    PARTS 

The  Commission,  in  No.  11322,  Earl  C.  Anthony,  Inc.,  vs. 
Michigan  Central,  Director-General,  et  al.,  opinion  No.  6812,  61 
I.  C.  C.  366-8,  has  held  unjustly  discriminatory  and  unduly  preju- 
dicial, but  not  unreasonable,  rates  applied  on  mixed  carloads, 
freight  and  passenger  automobile  chassis  parts  from  Detroit  to 
San  Francisco.  The  only  question  was  as  to  whether  the  rates 
on  passenger  automobile  chassis  parts  should  be  higher  than 
those  on  freight  automobile  chassis  parts.  The  Commission  said 
they  are  like  traffic  and  the  only  difference  was  the  use  to  which 
they  were  put,  which,  of  course,  was  not  a  basis  for  making 
rates.  The  carriers,  by  July  21,  are  to  apply  on  the  mixed  car- 
loads containing  passenger  automobile  chassis  parts,  rates  no 
higher  than  on  freight  automobile  chassis  parts.  Reparation 
was  denied. 


W.  B.  &  A.  PASSENGER   FARES 

The  Commission,  in  an  opinion  written  by  Commissioner 
Daniels,  has  dismissed  No.  11745,  W.  B.  A.  Commuters'  Club  vs. 
Washington.  Baltimore  &  Annapolis,  opinion  No.  6801,  61  I.  C. 
C.  302-6,  holding  that  the  one-way,  round-trip  and  commutation 
fares  between  stations  on  the  defendant's  line  in  Maryland  and 
Washington,  D.  C.,  were  and  are  not  unreasonable  or  otherwise 
unlawful. 


CHARGES  FOR  LOADING   LOGS 

The  Commission  has  found  that  charges  of  $100  per  day 
of  eight  hours,  and  $12.50  per  hour,  for  time  in  addition  to  the 
eight-hour  day,  are  not  unreasonable  for  the  services  performed 
by  the  Missouri  Pacific  in  providing  engine,  crew  and  cars  for 
loading  logs,  by  means  of  a  special  log-loading  apparatus  em- 
ployed in  and  around  Tallulah,  La.  It  has  therefore  dismissed 
No.  11676,  National  Box  Co.  vs.  Missouri  Pacific,  opinion  No. 
6790,  61  I.  C.  C.  211-13.  The  attack  was  against  a  rate  of  $135 
per  day  and  $17  per  hour  for  time  in  addition  to  eight  hours. 
The  Missouri  Pacific  increased  the  charges  of  $100  per  day  and 
$12.50  to  $135  and  $17  per  hour  last  November  on  the  assump- 
tion that  the  increases  were  allowed  in  Ex  Pate  No.  74.  At  the 
hearing  the  Missouri  Pacific  agreed  to  abandon  its  increases  as 
being  not  warranted  by  the  Commission's  decision  and  restore 
the  old  rates  of  $100  per  day  and  $12.50  per  hour. 

RATES  ON  GRAIN  AND  FLOUR 

The  Minneapolis  &  St.  Louis  having  made  no  attempt  to 
justify  its  proposal  to  cancel  joint  rates  on  grain  and  flour  from 
Omaha  and  other  Missouri  River  points  in  that  vicinity,  to 
Minneapolis,  Duluth  and  Superior,  the  Commission,  in  I  and  S. 
No.  1295  grain  and  flour  from  Missouri  River  points  to  Duluth 
and  other  points,  opinion  No.  6802,  61  I.  C.  C.  307,  has  held  Its 
proposal  not  justified  and  ordered  the  cancellation  of  the  sus- 
pended tariffs.  Its  only  excuse  for  the  effort  was  that  It  was 
no  longer  in  argreement  with  its  connections  about  divisions. 


REFUND  OF  OVERCHARGES 
In  a  report  on  further  hearing  In  No.  10649,  Ayres, 
&  Co.  vs.  Erie,  Director-General,  et  al.,  opinion  No.  6804.  61  I.  C. 
c  :!39-40,  the  Commission  nan  held  that  refund  of  tbe  over- 
charges found  to  be  due  on  camel's  hair  from  Vancouver,  B.  C., 
to  New  York,  should  »n«  pnld  to  Ellas  Trillin*  A  Son  of  Mos- 
cow, Russia,  Intervene™  In  the  further  hearing.  They  f 
bursed  the  complainants  so  the  complainants  have  no  interest 
In  the  proceedings.  The  Commission's  order  authorizes  and 
directs  Director-General  Davis  to  pay  over  to  the  Intervene™ 
$3,951.23  with  interest  from  April  11,  1918. 


RATES  TO  AND  FROM  NASHVILLE,  ETC. 
The  Commission  has  issued,  in  printed  form,  Its  decision  In 
I.  and  S.  No.  1261,  Rates  to  and  From  Nashville  and  Related 
Points,  opinion  No.  6803.  61  I.  C.  C.  808-37.  (See  Traffic  World, 
April  16).  It  was  originally  put  out  in  mimeographed  form, 
without  opinion  or  page  numbers,  on  account  of  the  short  time 
left  to  the  Commission  in  which  It  could  issue  its  order  requir- 
ing the  carriers,  on  statutory  notice,  to  cancel  the  suspended 
schedules  by  May  15,  and  get  on  the  flies  rates  in  accordance 
with  the  Commission's  decision  in  time  to  become  operative  on 
June  30,  on  not  less  than  fifteen  days'  notice. 


RATE    ON    LIQUID    ASPHALT 

An  award  of  reparation  has  been  made  In  No.  11171,  H.  W. 
Johns-Manville  Co.  vs.  Louisiana  Southern  et  al.,  opinion  No.  6824. 
61  I.  C.  C.  420-3,  on  a  holding  that  the  rate  on  liquid  asphalt  In 
tank  cars,  from  Mereaux,  La.,  to  Milwaukee,  from  June  25,  1918. 
to  June  7,  1919,  was  unreasonable  to  the  extent  that  It  exceeded 
29  cents.  The  Commission  held  that  the  rate  was  not  unreason- 
able after  June  8,  1919. 


RATES   ON    SALT   CAKE 

A  finding  of  unreasonableness  and  an  award  of  reparation 
has  been  made  in  No.  11330,  Minnesota  &  Ontario  Paper  Co. 
vs.  B.  &  O.  et  al.,  opinion  No.  6821,  61  I.  C.  C.  403-5.  The  com- 
plaint was  that  the  rates  on  salt  cake  from  Newell,  Pa.,  and 
Hegewisch,  and  West  Hammond,  111.,  to  International  Falls, 
Minn.,  between  July  1,  1917,  and  May  3,  1918,  were  unreasonable 
to  the  extent  that  they  exceeded  subsequently  established  rates. 
The  Commission  held  that  the  rates  were  unreasonable  to  the 
extent  that  they  exceeded  25  cents  from  Hegewisch  and  West 
Hammond  and  40  cents  from  Newell  to  International  Falls  and 
that  reparation  should  be  made  down  to  that  basis. 


RATES   ON    NITRATE    OF   SODA 

An  order  of  reparation  has  been  made  in  No.  11433,  Monsanto 
Chemical  Works  vs.  Pennsylvania  et  al.,  opinion  No.  6819,  61  I. 
C.  C.  399-400,  on  a  holding  that  rates  on  imported  nitrate  of  soda 
from  New  York  and  Baltimore  to  E.  St.  Louis  In  August  and 
September,  1918,  were  unreasonable  to  the  extent  that  they  ex- 
ceeded 35.5  cents  from  Baltimore  and  38.5  cents  from  New  York. 
The  order  directs  the  Director-General  to  pay  reparation  amount- 
ing to  $1,323.  The  report  also  embraces  No.  11433,  Sub.  No.  1, 
Same  vs.  N.  Y.  C.  et  al. 


ASKS  CONSOLIDATION  OF  RAILROADS 

The  Tragic  World  Washington  Bureau 

F.  B.  Whitney  of  Waukegan,  111.,  who  designates  himself  as 
"a  registered  stockholder  in  several  of  the  great  American  rail- 
road corporations  operating  railways  in  the  United  States,"  filed 
a  petition  with  the  Commission,  April  25,  asking  that  the  Com- 
,  mission  consider  the  consolidation  of  the  railroads  "through  a 
limited  number  of  transcontinental  systems,  preferably  trunk, 
with  roads  running  northerly  and  southerly  as  laterals." 

"It  Is  believed,"  he  states  in  the  petition,  "that  general  pub- 
lic interest  justifies  the  specific  direction  of  your  attention,  espe- 
cially to  the  effect  of  railroad  consolidations  on  tbe  country's 
foreign  trade  and  on  the  American  standard  of  living  so  far  as 
it  is  influenced  by  our  foreign  trade  and  railroad  transportation 
incident  thereto.  This  petition  is  restricted  to  the  foreign  trade 
aspects  of  railroad  consolidations." 

Mr.  Whitney  offers  for  the  consideration  of  the  Commission 
of  the  creation  of  the  following  "five  great  transcontinental  rail- 
road systems:" 

A.      •'.MIDI. AM)       &        SOrTHWKSTKUX"       Tl!  ANSCONTINKNTAI. 

TRt'NK    II.    It.    SYSTKM. 

Mil.'*.    Say.     n.im. 

1.  Delaware.     Lackawanna    &         10.  IX-troit  &  ilncklnac. 

Western.  11.  KlRl".  Jollet  &  Knutvm. 

2.  New   York.    Chicago   &    St.         12.  Chlc-aKo.    BurlinRton    A    Qulnry. 

Ix>ula  ':    N'Tthi-rn   Pnclflc. 

•I    lA>hi(fh  Valley.  H.  SpokMM,  Portland  ft  Seattle. 

I-nkc  Erie.  '"•    Missouri  Pacific. 

5.  I^ehljth  &  New  England.  16.  International  &  '  ;liern. 

6.  Lehljth  &  Hudson   It  Ivor.  17.   IVMV.T  &  Hlo  Grande. 

7.  l,ake  Krle  &  Western  lv   W.st.in  Pnciflc. 

8    Wabash.  13-  Colorado  &  Southern. 

9.  Pere  Marquette.  2"-  Colorado  Midland. 
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B      "NORTHERN    &   SOUTHERN 

R.  R.  SYSTEM. 
Miles.  Say.  67.211. 


THE    TRAFFIC    WORLD 

-  TRANSCONTINENTAL  TRUNK      p,oyment_  is  Becoming,  a^  matter  of   serious   current   discussion 

checked  and  minimized,  it  is 


1    New  York  Central  System. 

2.  Boston  &  Maine. 

3.  Maine  Central. 

4.  Bangor  &  Aroostook. 
-..  Ulster  &  Delaware. 

6.  Monogahela. 
T    \\Vstern   Maryland, 
x.  Seaboard  Air  Line  System. 
9.  Atlanta.  Birmingham  &  At- 
lantic. 
10.   Atlanta  &  West  Point. 


11    Western  of  Alabama. 

12.  Central  of  Georgia. 

13.  Illinois  Central  System. 

14.  Chicago  &  Northwestern. 

15.  Chicago.    St.    Paul,   Minneapolis 

&  Omaha. 

16.  Great  Northern. 

17.  Union  Paciflc. 

18.  Central  Pacific. 

19    St    Joseph  &  Grand  Island. 
20'.  Los  Angeles  &  Salt  Lake. 


C      "NEW    HAVKN.    PENN..    ST.    PAUL    &    ROCK   ISLAND"    CON- 
SOLIDATED TRANSCONTINENTAL  R.  R.  SYSTEM. 

Miles.  Say.  38,654. 

Milwaukee      &      St. 


1.  New   York.    New   Haven    & 

Hartford  System. 

2.  Ontario  &  Western. 

3.  Pennsylvania     System,     in- 

cluding 

4.  Pittsburgh.  Cincinnati  &  St. 

Louis. 


apparent  that  rather  serious  social  and  economic  problems  may 
confront  our  country;  therefore  your  petitioner  is  moved  to 
u?ge  upon  the  Commission  the  maximum  use  of  our  railroad 
resources  to  maintain  the  American  standard  of  living.  which 
your  "petitioner  believes  is  now  in  jeopardy,  partly  because  our 
railroad  resources  have  not  been  used  to  the  maximum  possible. 

Mr  Whitney  states  that  he  served  as  chairman  of  the  com- 
mittee 'on  commercial  treaties  and  trade  agreements  of  the 
American  Manufacturers'  Export  Association  in  1918  and  that 
he  also  has  been  a  member  of  the  transportation  committee  of 


is    concerned,     he  says,     some 


plan  of   consolidations   offers   solution   for 
congested   port  conditions. 

"So    far    as    foreign    trade 


D.     "CENTRAL     & 


R.      R. 


1.  Philadelphia  &  Reading,  in- 

cluding 

2.  Port  Reading,  and 

3.  Atlantic  City,  and 

4.  Central  of  New  Jersey. 

B.  Baltimore  &  Ohio  System. 

6.  Chesapeake  &  Ohio,  includ- 

ing. 

7.  Hocking  Valley. 

8.  Buffalo.  Rochester  &  Pitts- 

burgh. 

9.  Buffalo  &  Susquehanna. 

10.  Wheeling  &  Lake  Erie. 

11.  Cincinnati,     Indianapolis     & 

Western. 

12.  Toledo  &  Ironton. 

13.  Richmond.       Fredericksburg 

&  Potomac,  in  part. 


5.  Chicago,      i»m <n c*««*w~      —      —  ou    Acll     d0     1.......^.*     

Paul.  regional   or  district  consolidations  may  stabilize  a  few    ocean- 

s' mlpL°o  rsoulhwest^rnTys-        ermTnal  roads!'  but  they  cannot  offer  a  maximum  of  relief  or 
7'  E'te^  opportunity  to  the  greater  number  of  inland  roads  which  appar- 

8.  Trinity  &  Brazos  Valley.  t]  _et  DeUer  foreign  trade  facilities  if  made  an  integral 

part  of  great  ocean   to  ocean  and   Great   Lakes   to  Gulf  trunk 

8  "™Sis  true  that  regional  consolidations  of  roads  adjacent  to 
the  oceans  can  exchange  business  with  like  inland  regional  con- 
solidations;   however,  at  the  exchange  points  and  at  the  gal 
ways,  the  multitude  of  handicaps  would  continue  in  an  mte: 

"It  is  suggested  that  the  preferable  scientific  method,  so  far 
as  foreign  trade  is  involved,  is  to  provide  great  transcontinental 
main  lines  of  traffic  and,  so  far  as  it  is  possible,  incorporate 
therein,  as  laterals,  the  roads  running  northerly  and  southerly, 
especially  from  Great  Lakes  to  Gulf.  Then  route  freight  on 
an  all-inclusive  system,  overland,  and  to  ports,  via  the  shorte 
lines  of  the  system,  which  through  consolidations  can  s 

24.  St.  Louis  &  San  Francisco,  in-      tne    maximum    financial   stability    and    the   greatest   number   i 
chfca^o  *(EasTe0rnSllSlinois  chances  to  marshal  shipments  to  preferable  and  least  congested 

226   stLoBuis&S^hwTstern  (Cotton      ocean-rail  terminals  in  numerous  sections  of  the  country." 


SOUTHERN"      TRANSCONTINENTAL 
TRUNK  SYSTEM. 
Miles,  Say,  46,728. 

14.  Washington  Southern. 

15.  Southern  System. 

16.  Alabama-Vicksburg. 

17.  Vicksburg:,  Shreveport  &  Pa- 

ciflc. 

18.  Carolina  &  Clinchfleld  &  Ohio. 
19    New  Orleans  Great  Northern. 

20.  Gulf  &  Ship  Island. 

21.  Ann  Arbor. 

22.  Florida  East  Coast. 


23.  Atchison.    Topeka    &    Santa   Fe 
System. 


Belt  Route). 
28.  Midland  Valley. 


K.     "SOUTHERN 


& 


& 


PAYMENTS  TO  RAILROADS 

The  Commission  has  issued  partial  payment  certificates  to 
the  Toledo,  Peoria  &  Western  for  $175,000  and  the  Buffalo  & 
Susquehanna  for  $100,000. 

Additional  partial  payments  to  railroads  announced  by  the 
Treasury  follow:  New  York,  Philadelphia  &  Norfolk,  $300,- 
000;  Carolina  &  Radkin  River  Railway,  $16,500,  and  Louisville 
&  Wadley  Railroad  Company,  $6,500. 

The  Treasury  Department  has  paid  $175,000  to  the  receiver 
of  the  Toledo,  Peoria  &  Western,  and  $100,000  to  the  Buffalo  & 
Susquehanna  Railroad  Corporation,  under  partial  payment  cer- 
tificates issued  by  the  Commission.  A  loan  of  $7,250  was  made 
to  the  Flemingsburg  &'  Northern  Railroad  Company. 

A  certificate  for  a  partial  payment  of  $500,000  was  issued  to 
the  Delaware  &  Hudson  by  the  Commission. 

The  Commission  has  certified  to  the  receivers  of  the  Ten- 
nessee Central  Railroad  Company  a  partial  payment  under  the 
superior  means  of  transportation  involved  in  foreign  trade,  the  guaranty  of  $80,000.  A  certificate  for  $10,000  was  issued  to  the 


&      NORTHEASTERN"      TRANSCONTINENTAL 
TRUNK  R.   R.   SYSTEM. 
Miles,  Say,  36.467. 

!).  San  Antonio  &  Aransas  Pass. 

10.  Missouri.  Oklahoma  &  Gulf. 

11.  Louisiana  &  Arkansas. 

12.  Southern  Paciflc  System. 

13.  I/ouisville  &  Nashville  System. 

14.  Tennessee  Central. 

15.  Nashville,     Chattanooga    &     St. 

Louis. 

16.  Atlantic  Coast  Line  System. 

17.  Norfolk  Southern. 


1.  Krie  System. 

2.  Pittsburgh.       Shawmut 

Northern. 

3.  Chicago  &  Alton. 

4.  Chicago.     Terre     Haute 

Southeastern. 

5.  Missouri.  Kansas  &  Texas. 

6.  Kansas      City,      Mexico      & 

Orient. 

7.  Missouri  *  North  Arkansas. 

8.  Kansas  City  Southern. 

"It  is  believed  that  the  suggested  transcontinental  railroad 
consolidations,  A,  B,  C,  D,  E,  above,  adopt  as  far  as  it  is  possible, 
existing  routes  and  channels  of  trade  and  commerce  for  domes- 
tic uses  and  for  foreign  trade  uses  the  five  great  groups  offer 


grouping  being  made  especially  to  provide  a  few  strong  self- 
sustaining  competitive  systems  covering  the  country  as  a  whole 
in  contradistinction  to  regional  or  sectional  grouping,"  Mr. 
Whitney  says. 

"Competition  is  interpreted  in  a  national  rather  than  a  sec- 
tional or  regional  sense  because  our  foreign  trade  is  a  national 


,. 

Electric  Short  Line  Railway  Company  for  reimbursement  of  its 
deficit  incurred  during  federal  control.  A  similar  certificate  for 
$55,583.02  was  issued  to  the  receiver  of  the  Tennessee,  Alabama 
&  Georgia  Railroad  Company. 

The  Treasury  Department  announced  payment  April   27  c 
$650,000  to  the  Michigan  Central  under  a  partial  payment  cer- 


v.«..«.  „.  .cs^^.  OCUDC  ^c.uoc  „„.  _____  B~  _____  .=  „  ______  „.  , 

problem.     It  is  suggested  that  the  five  great  groups.  A,  B,  C,  D,      tiflcate,  and  of  $400,000  to  the  Wheeling  &  Lake  Erie  under 


E,  above,  offer  real  competition,  especially  in  service  between 
potentially  very  strong  systems  that  would  compete  in  about 
every  large  section  of  the  country  and  in  the  leading  centers, 
of  manufacturing  and  distribution  of  the  East,  Middle  West, 
South  and  West.  It  is  believed  that  the  groups  A,  B,  C,  D,  E, 
above,  meet,  as  far  as  it  is  possible  to  judge  now,  the  require- 
ments of  section  407  (4)  (transportation  act)  in  regard  to  the 
cost  of  transportation  between  competitive  systems  covering  the 
entire  country.  So  far  as  uniform  rates  are  involved,  it  is  sug- 
gested in  relation  to  foreign  trade  transportation  that  it  would 
be  difficult  to  arrange  a  superior  national  plan,  and  that  any 
combination  of  rates  through  regional  or  sectional  consolidations 
could  not  offer  adantages  equal  to  those  of  a  few  great  trans- 
continental systems'  rates,  which  ought  to  produce  just  returns 
upon  the  value  of  the  railway  properties  involved,  whenever 
the  wages  and  working  agreements  are  adjusted  to  a  rational 
post-war  basis." 

Mr.  Whitney  says  that  "local  or  premature  opinions  favor- 
able to  regional  or  sectional  consolidations  should  not  exclude 
consideration  of  or  strong  reservations  regarding  great  national 
transcontinental  consolidations  which  may  speak  clearly  for 
themselves  whenever  public  opinion  centers  itself  upon  our  ex- 
port trade  as  an  essential  means  of  relief  from  industrial  de- 
pressions or  aa  a  means  of  maintaining  the  American  standard 
of  living  through  the  exportation  of  manufactures  and  staples 
In  competition  with  other  countries. 

"The  Commission  can  take  Judicial  notice  of  the  fact  that 
our  export  trade  1«  decreasing  substantially,  and  that  unem- 


loan  certificate  issued  by  the  Commission.  Partial  payments 
on  that  date  totaled  $124,542,990. 

The  Commission  has  issued  partial  payment  certificates  to 
the  Georgia,  Southern  &  Florida  for  $130,000  and  to  the  Chicago, 
Indianapolis  &  Louisville  for  $125,000. 

The  Commission  has  issued  a  partial  payment  certificate  for 
$400,000  to  the  Western  Maryland. 


TEXAS  MIDLAND  CONSTRUCTION  AUTHORIZED 

The  construction  of  14  miles  of  railroad  between  Commerce 
and  Greenville,  Tex.,  by  the  Texas  Midland  Railroad  Company 
has  been  authorized  by  the  Commission.  The  line  will  cost  ap- 
proximately $487,778  and  will  be  financed  by  the  issuance  of 
bonds.  The  line  will  connect  the  Texas  Midland's  two  lines  of 
railroad  now  owned  and  operated  by  it  between  Paris  and 
Commerce  and  between  Greenville  and  Ennis,  respectively,  in 
Texas.  The  Texas  Midland  uses  the  main  line  of  the  St.  Louis- 
Southwestern  Railway  of  Texas  between  Commerce  and  Green- 
ville under  a  trackage  agreement  made  in  1906.'  The  St.  Louis- 
Southwestern  has  served  notice  of  its  intention  to  cancel  the 
contract  which  the  Texas  Midland  now  regards  as  disadvan- 
tageous to  it,  and  the  application  was  based  on  the  necessity 
for  providing  a  separate  track  between  Commerce  and  Green- 
ville. The  Commission  said  it  could  not  assume  that  continued 
operation  over  the  Cotton  Belt's  line,  on  any  terms  that  would 
be  fair  to  both  parties,  was  possible,  and  that  if  the  Texas  Mid- 
land was  to  maintain  its  through  route,  it  would  have  to  con- 
struct the  proposed  line. 


April  30,   1921 
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Tentative  Reports  of  the  Commission 


RATE  ON  FEEDER  CATTLE 

I'ismissal  of  the  complaint  In  No.  12079,  H.  P.  Jones  VB. 
r  t;<  nrral,  as  agent,  and  Southern  Pacific,  Is  recommended 
liy  i:\aininer  Richard  T.  Eddy  on  a  proposed  finding  that  a  rate 
of  $118  per  car,  charged  on  37  carloads  of  feeder  cattle  from  I./one 
I'iiu'.  Calif.,  to  Brawley  and  Calipatria,  Calif.,  shipped  on  April 
25,  1918,  was  not  unreasonable.  The  complainant  sought  rep- 
ion  down  to  the  basis  of  a  rate  of  $99,  made  effective  May 
6,  1918.  The  $99  rate  on  June  25,  1918,  was  increased  to  $114. 
The  Southern  Pacific  stated  that  the  $99  rate  was  made  in  a 
spirit  of  co-operation  to  save  the  lives  of  the  animals  moved 
thereunder,  and  without  involving  an  admission  that  the  prior 
was  unreasonable. 


RATE  ON  CANNED  KRAUT 

A  combination  rate  of  52  cents  on  one  carload  of  canned 
kraut  from  Phelps,  N.  Y.,  to  Pikeville,  Ky.,  shipped  over  the 
N.  Y.  C.,  C.  C.  C.  &  St.  L.  and  C.  &  O.,  was  not  unreasonable, 
but  reparation  should  be  awarded  down  to  the  basis  of  44  cents 
because  of  misrouting,  it  is  recommended  that  the  Commission 
hold  in  a  tentative  report  by  Examiner  Myron  Witters  on  No. 
11989,  Kentucky  Wholesale  Co.,  Inc.,  vs.  Director-General,  as 
agent.  The  complainant  sough  reparation  down  to  the  basis  of 
a  rate  of  35  cents  which  was  in  effect  over  the  Lehigh  Valley 
at  tlio  time  the  shipment  moved.  The  44-cent  rate  applied  over 
the  New  York  Central  and  the  Lehigh  Valley  and  the  defendant 
stated  he  was  willing  to  pay  reparation  on  that  basis.  The  com- 
plainant contended  that  the  shipment  should  have  been  turned 
over  to  the  Lehigh  Valley  or  that  the  agent  of  the  New  York 
Central  should  have  notified  the  shipper  that  a  lower  rate  ap- 
plied over  the  Lehigh  Valley.  The  examiner  pointed  out  that 
the  Commission  has  held  in  numerous  cases  that  the  shipper 
as  well  as  the  carrier's  agent  is  charged  with  a  knowledge  of 
the  published  rates.  There  is  no  physical  connection  between 
the  New  York  Central  and  the  Lehigh  Valley  at  Phelps.  The 
44-cent  rate  was  a  combination  on  Geneva,  N.  Y.,  a  junction 
point  of  the  New  York  Central  and  the  Lehigh. 


LIVE  STOCK  LOADING  CHARGES 

In  a  tentative  report  on  No.  11966,  Omaha  Packing  Co.  et  al. 
vs.  Atchison,  Topeka  &  Santa  Fe  et  al..  Examiner  Paul  0.  Car- 
ter proposes  that  the  Commission  shall  lay  down  as  a  rule  that  rail- 
roads are  under  obligation  to  make  allowances  for  the  cost  of  load- 
Ing  or  unloading  ordinary  live  stock  at  the  pens  of  the  complainants 
just  the  same  as  they  make  allowances  for  the  service  of  loading 
or  unloading  at  public  stockyards.  It  is  his  idea  that  the  Com- 
mission should  hold  that  the  refusal  of  the  Santa  Fe  and  other  de- 
fendants to  unload  ordinary  live  stock  into  the  stock  pens  at 
the  packing  houses  owned  by  the  complainants  at  various  points 
throughout  the  country,  or  to  make  allowance  for  the  cost  there- 
of, while  performing  such  service  or  making  allowance  for  the 
cost  thereof  when  such  ordinary  live  stock  is  destined  to  public 
.stockyards,  constitutes  undue  prejudice  against  the  complain- 
ants, which  are  packers  maintaining  pens  for  the  loading  and 
unloading  of  live  stock  which  are  not  public  yards. 

Another  recommendation  made  by  Carter  is  that  the  Com- 
mission holds  that  the  assessment  by  the  defendants  of  a  charge, 
in  addition  to  the  line-haul  rates,  for  unloading  and  reloading 
ordinary  live  stock  in  transit,  when  destined  to  the  packing  es- 
tablishments of  the  complainants  and  the  interveners,  while 
unloading  and  reloading  such  stock  in  transit  when  destined  to 
or  forwarded  from  public  stock  yards  without  charge  in  addi- 
tion to  the  line-haul  rate,  is  also  unduly  prejudicial,  except 
when  such  unloading  and  reloading  in  transit  is  performed  at 
i he  request  of  the  shipper,  consignee  or  owner  or  to  try  an  in- 
termediate market,  or  to  comply  with  quarantine  regulations. 

Adoption  of  this  report  by  the  Commission  would  place  every 
packer  who  maintains  pens  for  loading  or  unloading  live  stock 
on  a  footing  of  equality  with  packers  who  have  organized  and 
maintained  public  stock  yards  such  as  those  in  Chicago,  St. 
Louis,  Kansas  City,  Fort  Worth,  Omaha  and  many  other  points. 

This  proposed  holding  is  based  on  paragraph  5  of  section  15 
of  the  interstate  commerce  act,  which  makes  it  the  duty  of  the 
carrier  as  part  of  the  transportation  service  to  load  or  unload 
ordinary  live  stock  without  any  addition  to  the  line-haul  charges. 
Recently  the  Commission  has  authorized  the  railroads  to  increase 
the  allowances  to  the  public  stockyards  for  the  services  which 
the  latter  render  for  the  railroads  because  of  the  recently  im- 
posed duty  placed  on  the  railroads  by  the  amended  fifteenth 
section. 

The  railroads  contended  that  a  limitation  in  paragraph  5 
of  section  15  precluded  the  Commission  from  giving  relief  to 
the  complainants  as  demanded.  The  limitation  was  "nothing  in 


this  paragraph  shall  be  construed  to  affect  the  duties  and  lia- 
bilities of  the  carriers  now  existing  by  virtue  of  law  respecting 
the  transportation  of  other  than  ordinary  live  stock,  or  the  duty 
of  performing  service  an  to  shipments  other  than  those  to  or 
from  public  stockyards."  The  railroads  maintained  that  tin- 
word  "now"  was  applicable  to  the  sentence.  Accordingly,  they 
argued,  as  such  service  as  unload  Ing  at  private  yards  had  never 
been  performed  or  the  expense  thereof  never  allowed  by  the  car- 
riers, and  as  unloading  and  reloading  in  transit.  If  performed 
by  the  carriers,  had  always  been  charged  for  prior  to  March  1. 
1920,  that  the  Commission  was  precluded  by  the  quoted  language 
from  granting  the  relief  asked. 

Carter  said  that  with  that  contention  the  Commission  should 
not  agree.  He  said  it  would,  in  effect,  amount  to  an  authoriza- 
tion by  Congress  of  a  discrimination,  assuming  that  discrimina- 
tion has  been  proved,  with  no  power  to  the  Commission  to  re- 
move such  discrimination.  He  held  that  the  proper  construction  of 
the  limited  language  was  that  the  word  "now"  should  be  read 
with  and  in  reference  only  to  the  first  clause  of  the  sentence 
relating  to  the  transportation  of  other  than  ordinary  live  stock. 

Carter  said  that  the  discrimination  should  be  removed  by 
either  requiring  the  carriers  to  unload  at  the  packing  establish- 
ments without  charge  in  addition  to  the  line-haul  rates  or  to 
make  allowance  to  the  packers  for  the  cost  of  such  service  tf 
performed  by  them. 


4TH  SECTION  DEPARTURES  ON  WOOL 

In  a  tentative  report  on  No.  11424,  Boston  Wool  Trade  As- 
sociation vs.  Abilene  &  Southern  et  al.,  and  portions  of  fourth 
section  applications  Nos.  345  and  349,  Examiner  Richard  T.  Eddy 
has  recommended  classification  ratings  carloads  and  less  car- 
loads on  wool,  mohair,  camel's  wool  and  hair,  and  angora  hair 
and  alpaca  in  Official,  Southern  and  Western  classification  terri- 
tories. He  has  recommended  a  finding  that  the  rates  on  wool 
in  the  grease,  carloads,  from  Duluth  to  Boston,  via  lake  and  rail, 
have  not  been  shown  to  be  unreasonable.  A  similar  recommenda- 
tion has  been  made  as  to  rates  on  wool  and  mohair  from  Texas 
points  to  Boston,  all  rail  and  water  and  rail.  He  discussed  what 
the  complainants  contended  were  ambiguities  in  tariffs  and 
recommended  that  applications  for  fourth  section  relief  be  de- 
nied. He  also  recommended  that  the  prayer  of  complainants  for 
transit  at  Boston  on  wool  and  mohair  originating  at  points  west 
o  fthe  Hudson  be  denied. 

The  recommendation  of  the  examiner,  if  adopted,  will  require 
the  carriers  to  remove  all  fourth  section  departures  from  the 
rates  on  wood  from  the  intermountain  country.  They  are,  and 
for  a  long  time  have  been,  the  only  rates  in  trans-continental 
tariffs  that  have  been  made  without  strict  regard  to  the  long 
and  short  haul  part  of  the  fourth  section.  The  Boston  complain- 
ants contended  that  they  were  unduly  discriminated  against  by 
reason  of  transit  at  Chicago  and  St.  Louis.  Eddy  said  that  the 
testimony  of  the  complainants  showed  that  the  elimination  of 
transit  at  Chicago  and  St.  Louis  would  not  satisfy  them;  that 
what  they  really  desired  was  transit  at  Boston  and  not  elimina- 
tion at  either  Chicago  or  St.  Louis.  He  said  their  contentions 
for  transit  on  wool  at  Boston,  on  traffic  originating  west  of  the 
Hudson  was  without  merit  and  should  be  denied. 

Ratings  on  wool  recommended  by  Eddy  are  as  follows:  Wool, 
N.  O.  I.  B.  N.,  in  the  grease,  in  bags  or  bales,  not  machine  pressed, 
L.  C.  L.,  1;  machine  pressed  bales,  L.  C.  L.,  2;  in  packages 
named,  C.  L.,  min.  wt.  16,000  pounds,  subject  to  Rule  34,  3;  in 
packages  named,  C.  L.,  min.  wt.  24,000  pounds,  subject  to  Rule 
34,  4  (in  official  classification  territory.  Rule  26). 

In  bags  or  bales,  not  machine  pressed,  L.  C.  L.,  I'/,;  in  ma- 
chine pressed  bales,  L.  C.  L.,  IVi;  in  packages  named.  C.  L., 
min.  wt.  10,000  Ibs.,  subject  to  Rule  34,  2. 

Wool  noils  (wool  combings)  in  bags  or  bales,  not  machine 
pressed,  L.  C.  L.,  la/4;  in  machine  pressed  bales,  L.  C.  L.,  1;  in 
packages  named,  C.  L.  min.  wt.  10,000  Ibs..  subject  to  Rule  34.  2. 

Wool  tops,  in  bags  or  bales,  not  machine  pressed,  L.  C.  L.. 
1%;  in  machine  pressed  bales,  L.  C.  L..  1'(:  in  packages  named, 
C.  L..  min.  wt.  16,000  Ibs.,  subject  to  Rule  31.  J 

Wool  waste,  classification  ratings  as  suggested  in  the  report, 
Eddy  said,  should  be  provided  on  wool  waste  mohair  and  angora 
goat  hair,  camel's  nair  and  alpaca. 


REFRIGERATOR  CARS   FOR  STRAW- 
BERRIES 

Adoption  by  the  Commission  of  the  tentative  report  made 
by  Examiner  Howard  Hosmer  on  No.  11995,  Charles  C.  Oyler 
&  Son  et  al.,  dealers  in  fruits  at  Cincinnati  and  growers  of 
strawberries  in  Alabama,  Kentucky  and  Tennessee,  against  the 
American  Railway  Express  Company,  will  lay  a  heavy  burden 
on  the  defendants.  In  his  report  Hosraer  recommended  a  find- 
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ing  that  the  failure  of  the  express  company  to  provide  express 
refrigerator  cars  for  the  shipment  of  strawberries,  In  carloads, 
from  designated  points  in  the  three  states  mentioned  to  des- 
tinations in  Central  Freight  and  Eastern  Trunk  Line  territories, 
while  furnishing  such  cars  for  shippers  in  Louisiana,  Mississippi 
and  some  parts  of  Kentucky  and  Tennessee,  works  undue  preju- 
dice against  the  complainants  and  an  undue  preference  for 
shippers  in  Louisiana  and  Mississippi  and  the  parts  of  Ken- 
tucky and  Tennessee  from  which  refrigerator  express  service 
for  carload  shipments  is  maintained. 

The  complaint  grows  out  of  the  fact  that  the  express  com- 
pany, because  the  Illinois  Central  pursues  the  policy  of  provid- 
ing express  refrigerator  cars  for  shippers  in  Louisiana  and 
Mississippi  and  from  some  points  in  Kentucky  and  Tennessee, 
while  the  Southern  and  the  Louisville  &  Nashville,  serving  the 
points  which  are  complaining,  do  not.  They  do  not  undertake 
to  encourage  the  growing  of  strawberries  along  their  rails  by 
furnishing  refrigerator  cars  for  the  American  Railway  Express 
or  any  other  express  company. 

In  defending  itself  the  express  company  pointed  out  that  it 
operates  the  cars  provided  by  the  Illinois  Central  and  some  of 
its  own  equipment,  but  is  unable,  in  a  financial  sense,  to  provide 
such  equipment  for  all  shippers  along  its  lines.  It  pointed  out 
that  in  its  tariffs  it  set  forth  the  fact  that  it  has  not  equipment 
enough  to  provide  refrigerator  cars  for  all  who  may  wish  to 
ship  in  carloads,  and  that  it  has  cautioned  its  agents,  by  means 
of  tariff  publications,  not  to  promise  refrigerator  cars  for  that 
kind  of  traffic. 

Hosmer  said  that,  in  view  of  the  fact  that  the  company 
was  organized  to  provide  express  service  throughout  the  United 
States,  and  that  the  law  imposes  on  it  the  duty  of  providing 
equipment,  it  seemed  impossible  to  escape  the  conclusion  that 
the  inequality  of  treatment  accorded  complainants  and  their 
competitors  is  a  violation  of  section  3  of  the  Interstate  Com- 
merce Law.  He  differentiated  this  case  from  that  of  the  Florida 
growers,  who  asked  for  refrigerator  express  service  on  the 
ground  that  such  service  was  furnished  from  Louisiana.  In 
that  case  the  Commission  could  not  hold  there  was  undue  preju- 
dice because  the  same  carriers  did  not  serve  the  complainants 
and  their  competitors.  In  this  case,  however,  Hosmer  said,  all 
are  served  by  the  American  Railway  Express  Company. 

The  Southeastern  Express  Company  is  soon  to  take  over 
the  express  business,  on  the  Southern  at  least,  so  that  an  order 
to  remove  prejudice  by  furnishing  express  refrigerator  cars  may 
not  have  anything  to  work  upon  in  so  far  as  the  express  service 
on  the  Southern  is  concerned.  In  the  event  the  express  com- 
pany should  undertake  to  use  some  of  the  refrigerator  express 
cars  provided  by  the  Illinois  Central  to  carry  berries  for  ship- 
pers on  the  L.  &  N.,  that  company  would  probably  try  to  pre- 
vent the  use  of  its  property  for  such  a  purpose. 


DEMURRAGE  CHARGES  ON  LUMBER 

Examiner  C.  I.  Kephart,  in  a  report  on  No.  11188,  Sterling 
Lumber  Co.  vs.  Pennsylvania,  Director-General,  et  al.,  has  recom- 
mended a  holding  that  demurrage  charges  were  illegally  assessed 
on  two  carloads  of  lumber  from  Lukens,  Fla.,  to  Pittsburgh,  and 
that  reparation  be  awarded.  The  question  raised,  on  re-hearing, 
was  whether  the  consignee  had  a  right  to  ask  for  the  spotting 
of  the  cars  where  it  asked  them  to  be  placed  for  the  benefit  of 
the  ultimate  consignee.  The  examiner  said  that  did  not  seem 
material  because  cars  had  been  sent  to  that  siding  on  other 
occasions.  The  Pennsylvania  was  unable  to  show  that  it  had 
mailed  any  notices  of  arrival  of  the  cars,  so  that  when  the  con- 
signee found  them  demurrage  charges  amounting  to  $240  were 
issessed  and  collected.  The  consignee,  however  was  able  to 
prove  that  as  soon  as  it  had  received  inquiry  as  to  what  it  de- 
sired done  with  the  car,  it  called  attention  to  an  instruction 
mailed  before  the  arrival  of  the  cars  to  deliver  them  at  the 
designated  sidetrack  and  to  the  ultimate  consignee,  and  that 
the  instructions  to  make  such  delivery  had  not  been  returned 
with  any  objection  to  the  order  to  make  delivery  on  the  trao 
named,  which  was  at  a  non-agency  station  in  Pittsburgh. 

RATES  ON  CRUDE  PETROLEUM 

In  a  Proposed  report  on  No.  11705,  Nyanza  Refining  Co.  et  al. 
s.  AT.  &  S.  F.,  Director-General  et  al.,  Examiner  Myron  Wit- 
has    recommended    a    finding   of   unreasonableness,    undue 
prejudice,   and   an   award   of   reparation   as   to   rates   on   crud 
petroleum  from   the  Burkburnett  and  Ranger  groups   in   Texa 
ADHd  tM6  Sh,reyeP°rt  group  in  Louisiana  to  Wilson  and  Healdton 
Adoption  of  the  report  would  result  in  placing  Wilson  andHeawl 
ton  in  the  group  with  Ardmore,  Addington  and  Lawton  and  a 
nn  M  Vv?  P01T  a  nine  companies,  Nyanza  Refining  Company 
ind  Mark  Kirkpatrick.  as  receiver  in  bankruptcy  for  the  Term 

Ann??"  ofoC°?JPanJ'  °D  sniPments  <>'  Texas  crude  made  stace 

April  1,  1919.     Its  adoption  would  also  give  the  benefit  of  the 

Ardmore  rates  to  the  Bay  State  Reflninf  Company    which  wat 

constructing  a  refinery  at  Healdton  at  the  thne  the  commain? 

n  this  case  was  filed,  because  it  intervened  at  the  hearing  askin* 

t  whatever  adjustment  of  rates  was  ordered   to  Wilson  be 


also  extended  to  Healdton,  because  the  two  points  at  that  time 
were  taking  the  same  rates. 

At  the  time  the  complaint  was  filed  Wilson  and  Healdton 
took  22.5  cents  from  Burkburnett,  and  Ardmore,  a  shorter  dis- 
tance, only  15.5  cents;  from  Ranger,  Wilson  and  Healdton,  took 
25  cents,  and  Ardmore,  nine  miles  nearer  Ranger,  on  an  average 
computed  from  all  points  in  the  group  via  all  routes,  took  18 
cents. 

No  oil  had  ever  been  shipped  from  Shreveport  to  either  Wil- 
son or  Healdton,  but  the  complainants  desired  to  use  Shreveport 
oil.  They  were  unable  to  do  so  in  competition  with  Ardmore 
because  their  rate  for  a  291-mile  haul  was  28  cents,  while  Ard- 
more, with  a  haul  of  320  miles,  had  a  rate  of  18  cents. 

Examiner  Witters  detailed  the  history  of  the  three  attempts 
of  the  Railroad  Administration  to  bring  the  rates  into  har- 
monious adjustment,  but  pointed  out  that  notwithstanding  the 
three  efforts  Wilson  and  Healdton  were  still  out  of  line,  to  the 
extent  indicated  in  his  report.  The  car-mile  and  ton  mile  on  the 
rates  to  those  points,  even  when  it  was  assumed  that  the  empty- 
mileage  was  100  per  cent,  were  high  in  comparison  with  the 
ton-mile  and  car-mile  to  the  competing  points. 

The  rates  mentioned  in  the  report  are  those  which  were  in 
effect  prior  to  the  increase  on  August  26,  1920,  when  they  were 
increased  35  per  cent. 


L 


RATE  ON  IMPORTED  POTATO  STARCH 

A  holding  that  the  rate  of  $2.19  on  imported  potato  starc__, 
.  involved  in  No.  11767,  Thomas  W.  Simmons  &  Co.  vs.  Director- 
General,  as  agent,  from  Seattle  to  Chicago  in  1918  was  unrea- 
sonable is  proposed  in  a  report  made  by  Examiner  Lawrence 
Satterfield.  He  also  recommended  a  holding  that  the  rate  was 
unjustly  discriminatory.  The  rate,  Satterfleld  said,  should  be 
held  to  be  unjustly  discriminatory  to  the  extent  that  it  exceeded 
the  rate  on  potato  flour,  "a  like  commodity"  within  the  meaning 
of  section  2,  although  potato  flour  and  potato  starch  are  dis- 
tinguishable commodities.  The  unreasonableness  consisted  of 
the  rate  being  in  excess  of  the  subsequently  established  rate  of 
$1.25  for  domestic  shipments. 

Satterfield  said  that  an  award  of  reparation  should  not  be 
made,  under  his  proposed  holding  of  unreasonableness,  because, 
under  the  terms  of  a  letter  of  credit  submitted  by  the  complain- 
ant, it  seemed  that,  while  the  complainant  paid  the  freight,  they 
were  passed  on  to  the  customer  and  that  therefore  the  com- 
plainant was  not  damaged.  Satterfield  proposed  that  the  case 
be  held  open  to  enable  the  complainant  to  submit  proof  of  dam- 
age, either  by  means  of  certified  copies  of  invoices  if  the  Di- 
rector-General will  permit,  or  at  a  further  hearing. 

RATE  ON  CRUDE  PETROLEUM 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  Leo  J.  Flynn  in  a  tentative 
report  on  No.  12035,  National  Refining  Co.  vs.  Louisville  &  Nash- 
ville, Director-General,  et  al.,  attacking  a.  rate  of  63  cents  on 
crude  petroleum  from  Beattyville,  Ky.,  to  Findlay,  O.,  assessed 
on  shipments  between  December  5,  1918,  and  January  14,  1919. 
Rates  of  43  and  65.5  cents  per  100  pounds,  without  any  tariff 
authority,  were  collected,  so  some  shipments  were  over  and 
some  under  charged.  The  proper  rate  was  63  cents,  composed 
fa  fifth  class  rate  of  47.5  cents  from  Beattyville  to  Cincinnati 
and  a  commodity  rate  of  15.5  cents  from  Cincinnati  to  Findlay. 
Flynn  recommended  a  finding  that  the  component  south  of  the 
river  was  unreasonable  to  the  extent  that  it  exceeded  16.5  cents, 
but  his  reason  for  recommending  16.5  cents  was  not  made  clear. 
It  was  assumed,  however,  that  he  fixed  it  in  relation  to  rates 
14.5  and  17.5  cents,  held  to  be  reasonable  on  crude  from 
Bowling  Green  and  Rugby  Road,  Ky.,  to  Louisville.  He  recom- 
mended reparation  down  to  the  basis  of  a  through  rate,  com- 
posed of  the  two  factors  of  16.5  to  the  Ohio  River  and  15.5 


RATES  ON  FRESH  SALTED  MEATS 

Examiner  C.  I.  Kephart,  in  a  proposed  report  on  No.  11667, 

Jacob  E.  Decker  &  Sons  vs.  Chicago  Great  Western  et  al.,  has 

ecommended  a  holding  that  fourth   class   on  fresh  salted  hog 

meats,   m  Western   Classification  territory,   be   held   not  unrea- 

>onable   or   unjustly   discriminatory.     He   further  recommended 

that  the  rates  on  fresh  salted  hog  meats  from  Mason  City  to 

H  ^°n'S'    ^,ansas    Citv.    Wichita,    Hutchinson.    Arkansas    City 

Dallas,  Tex    be  held  unduly  prejudicial  to  the  complainant 

nn  ah      MyxPrelereStial  o£  lts  competitors  at  Sioux  City,  South 

Omaha    Nebraska  City,  Wichita,  Kansas   City,   St.  Joseph,  Dal- 

l  ^  t  °^6r       ,*as  Points'     He  recommended  a  further  hold- 

ig  th       the  application  of  the  packinghouse   products  ratings 

ration  be'denied8  m6atS  generallv  be  denied=   al*°  that  repa- 

The  examiner  said  the  record  was  unenlightening  in  regard 

ect   that   competitive    conditions    along   the    Missouri 

fhown  WL  asfserted   to   Produce   the   disparity   of   rates 

me T?n  «tJ ?.t       t  mentioned,   or  to   what   degree   Inequal- 

.  In  rate  structures  might  be  chargeable  therefor.     He  said 
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there  was  a  situation,  in  some  instances,  of  undue  prejudice 
against  Mason  City  where  complainant  has  Its  plant,  and  mi 
due'  preference  to  some  of  the  Missouri  River  oil  lew  and 
\Virhitu.  He  said  that  no  justification  had  been  presented.  lie 
said  the  correct  solution  seemed  to  be  increases  in  some  In- 
stances and  reductions  In  others. 

The  examiner  said  that  Decker  &  Sons  had  not  shown  such 
proof  of  damage  as  would  sustain  an  award  of  reparation. 

RATES  ON  CRUDE~PETROLEUM 

In  a  tentative  report  on  No.  11462,  Liberty  Oil  Co.,  Mil., 
vs.  Trinity  &  Brazos  Valley,  Director-General,  et  al..  Examiner 
V.  K.  Early  has  recommended  a  holding  that  the  rates  on  crude 
petroleum,  in  tank  cars,  from  Iowa  Park,  Tex.,  to  New  Orleans, 
in  the  period  from  April  26,  1918,  to  January  19,  1919,  were  not 
unreasonable.  He  recommended  further  that  the  Commission 
hold  that  the  complainant  had  not  shown  itself  to  have  been 
damaged  by  any  undue  prejudice  which  may  have  existed.  The 
complaint  covered  the  movement  of  479  tank  carloads  of  crude 
petroleum.  The  rates  varied  from  24.5  to  29  cents  and  were 
made  by  combination  on  Fort  Worth  and  Wichita  Falls.  The 
Commission  was  asked  to  hold  reasonable  rates  of  17.5  cents 
prior  to  June  25,  1918,  and  22  cents  thereafter  and  to  award 
reparation. 

Approximately  two  years  before  complainant's  shipments 
began  to  move,  a  rate  of  17.5  cents  on  crude  oil,  restricted  to 
movement  over  the  M.  K.  &  T.  of  Texas  and  the  L.  R.  &  N., 
was  established  to  New  Orleans  from  Wichita  Falls.  On  April 
16,  1918,  a  corresponding  rate  became  effective  from  Burkbur- 
nett,  on  the  M.  K.  &  T.  of  Texas,  14  miles  north  of  Wichita 
Kails.  Effective  February  1,  1919,  subsequent  to  the  movement 
period,  the  rate  applicable  from  Wichita  Falls  and  Burkburnett 
which  had  been  increased  to  22  cents  on  June  25,  1918,  was 
established  from  Iowa  Park  and  other  stations  in  the  vicinity 
of  Wichita  Falls  via  all  federal-controlled  lines  forming  through 
routes  to  New  Orleans.  During  the  period  of  movement  the 
lowest  rate  available  to  complainant  was  a  combination  of  5 
cents  via  the  Fort  Worth  &  Denver  City  to  Wichita  Falls  and 
17.5  cents  beyond.  Because  of  the  congestion  and  terminal  dif- 
ficulties via  the  route  taking  the  lower  Wichita  Falls  combina- 
tion, the  complainant  inserted  instructions  in  its  bill  of  lading 
to  route  shipments  via  the  higher  rated  routes. 

The  carriers  defended  their  rates  on  the  ground  that  those 
to  New  Orleans,  being  lower  than  to  North  Baton  Rouge,  could 
not  be  unreasonable,  although  in  the  Atkin  Gasoline  Co.  vs. 
Director-General,  57  I.  C.  C.  136,  the  Commission  awarded  rep- 
aration on  a  holding  of  unreasonableness  because  Electra,  Tex., 
was  not  grouped  with  Wichita  Falls.  The  examiner  said  that, 
while  the  Commission  dare  recognize  the  propriety  of  placing 
Electra,  Wichita  Falls  and  other  intermediate  points  on  a  parity 
with  North  Baton  Rouge,  that  case  strongly  supports  the  rea- 
sonableness of  the  crude  oil  rates  herein  assailed,  because  the 
crude  rates  under  assault  were  11  cents  lower  in  July,  1918,  and 
8.5  cents  lower  in  August  than  the  rates  found  reasonable  in 
the  Atkin  Gasoline  case.  Mr.  Early,  therefore,  recommended  the 
dismissal  of  the  case. 


i  rived,  waa  a  letter  from  tin-  belt  line  stating  there  wan  no  record 
of  receipt  of  such  letters. 

The  examiner  said  Unit  Hie  letiers  showed  that  proper  n«. 
was  given  to  the  bolt  lino.  The  tariff*  of  the  Seaboard  did  not 
'  .ill  tor  prepayment  of  any  i  harges.  Beside*,  It  WM  a  Joint  raU 
in  which  the  carriers  offend  to  transport  the  lumber  in  the  dec- 
lination shown  In  the  bill.  Therefore,  the  pxamlmT  recommended 
:li;ii  the  demurrage  and  penalty  chargei  be  held  to  have  been 
unlawfully  rollertPd  and  should  b«-  returned  to  the  complainant. 


DEMURRAGE  CHARGES  ON  LUMBER 

A  holding  that  the  Seaboard  Air  Line  caused  demurrage 
charges  to  be  illegally  assessed  on  three  carloads  of  rough  lum- 
ber shipped  from  Lovelace,  Ga.,  to  Norfolk,  Va.,  has  been  recom- 
mended by  Examiner  Myron  Witters  in  a  report  on  No.  12021, 
Excelsior  Shook  &  Lumber  Co.,  Inc.,  vs.  Seaboard  Air  Line  et  al. 
The  three  carloads  of  lumber  were  consigned  to  Norfolk  on 
straight  bills  of  lading,  Norfolk,  Va.,  with  a  notation  on  the  bills 
"cheapest  for  belt  delivery."  When  the  cars  arrived  at  Ports- 
mouth notices  of  arrival  were  sent  out  but  the  complainant,  hav- 
ing no  office  either  at  Portsmouth  or  Norfolk,  not  one  of  them 
reached  destination.  About  two  weeks  after  the  arrival  of  the 
cars,  the  Seaboard  finally  ascertained  the  address  of  complainant 
and  asked  for  instructions.  Upon  the  payment  of  transporta- 
tion, reconsignment,  demurrage  and  penalty  charges,  the  ship- 
ments were  deliverd  to  the  American  Box  &  Lumber  Co.  The 
demurrage  and  penalty  charges  amounted  to  $349. 

A  joint  rate  applied  to  these  shipments.  The  belt  line  was 
not  a  party  to  the  rate,  but  the  Seaboard's  tariffs  provided  for 
the  absorption  of  the  Belt  Line's  charges  at  Portsmouth  and 
Norfolk  not  exceeding  ?3  per  car.  The  Belt  Line's  applicable 
switching  charge  was  $4  per  car.  The  one  dollar  difference  was 
collected  by  the  Seaboard  as  the  agent  of  the  Belt  Line.  The 
Belt  Line's  tariff  makes  no  provision  for  reconsignment,  so  the 
Seaboard  collected  the  reconsignment  charge. 

At  the  hearing,  the  complainant  introduced  the  original  car- 
bou  copies  of  letters  sent  to  the  Belt  Line,  the  Atlantic  Coast 
Line,  the  Norfolk  Southern  and  Southern  Railway,  notifying 
them  to  deliver  these  cars  to  the  American  Box  &  Lumber  Co. 
It  was  shown  that  the  Southern  Railway  received  the  letter,  but 
receipt  of  the  other  letters  was  not  established  The  belt  line 
made  no  appearance  at  the  hearing  and  the  only  evidence  to 
overcome  the  presumption  that  the  letters  mailed  to  it  were  re- 


RATES  ON  IRON 


COAL,  ETC. 


Assistant  Chief  Examiner  Ulyniws  Butler,  In  a  report  on  No. 
11048,  Alabama  Company  et  al.  vs.  Southern  Hallway,  Dlrertor- 
General,  et  al.,  has  recommended  a  holding  that  the  rates  In 
effect  during  federal  control,  from  June  25,  1918,  on  Iron  ore,  coal, 
coke  and  limestone,  from  mines  and  quarries  In  Alabama  to  blast 
furnace  points  like  Birmingham,  North  Birmingham,  .Sheffield. 
Florence,  Gadsden,  Ironton,  Alabama  City.  Holton.  Annlston  and 
Shelby,  Ala.,  were  not  unreasonable  or  unduly  prejudicial 
although  the  increases  exceeded  the  26  per  cent  which  was  the 
level  of  increases  ordained  by  General  Order  No.  28.  Butler  said 
percentage  was  not  controlling. 

The  complainants  attacked  the  rates  established  by  the  di- 
rector-general in  lieu  of  the  very  low  raw  material  assembling 
rates  which  had  long  been  In  effect  from  the  mines  and  quarries 
In  the  mineral  district  of  northern  Alabama  to  the  blast  furnaces. 
The  low  assembling  rates  were  established  years  ago  and  re- 
mained in  effect  until  the  Director-General,  In  his  sweeping 
order,  wiped  them  out  and  put  them  on  comparatively  high 
levels.  It  Is  the  opinion  of  Butler  that  there  was  nothing  wrong 
with  the  rates  resulting  from  the  application  of  the  terms  of  the 
Director-General's  order.  In  nearly  all  instances  the  order  di- 
rected the  application  of  specific  amounts  in  cents  or  dollars 
per  ton.  On  the  short  haul  traffic  in  the  northern  Alabama  dis- 
trict the  rule  resulted  In  the  imposition  of  high  percentages  of 
increase  to  low  level  rates. 

According  to  Butler,  the  complainants  undertook  to  apply 
to  the  rates  in  question  the  cost  studies  made  in  connection  with 
rates  and  divisions  to  be  allowed  to  the  Birmingham  Southern, 
32  I.  C.  C.,  to  show  that  the  rates  established  by  the  director- 
general  were  above  the  cost  of  the  service  plus  a  reasonable 
profit.  Butler  called  attention  to  the  fact  that  the  average 
weighted  haul  on  the  traffic  in  question  was  greater  than  the 
average  haul  on  that  road,  which  is  12.5  miles,  that  cosU  had 
greatly  increased  and  that  railroad  operations  in  that  part  of 
the  country  are  exceedingly  difficult  on  account  of  the  topo- 
graphical conditions.  He  said  that  the  rates  under  attack  were 
as  low  as  rates  on  brick,  cement  and  other  comparable  com- 
modities in  the  south  and  lower  than  some  of  them. 

INDUSTRIAL  PLANT  SWITCHING 

What  looks  like  an  attempt  to  set  down  the  law  and  the 
gospel  in  respect  of  industrial  plant  switching,  especially  at  iron 
and  steel  plants,  has  been  made  by  Examiner  J.  Edgar  Smith,  in 
a  tentative  report  on  No.  11097,  Gulf  States  Steel  Co.  et  al.  vs. 
Louisville  &  Nashville  et  al.  The  report  also  covers  No.  11097, 
Sub.-No.  1,  Republic  Iron  and  Steel  Co.  vs.  L.  &  N.,  Director- 
General,  et  al. 

The  two  complaints  amounted  to  a  general  move  by  all  iron 
and  steel  manufacturers  in  the  South  other  than  the  Tennessee 
Coal,  Iron  and  Railroad  Company,  a  part  of  the  United  States 
Steel  Corporation  combination,  and  the  Woodward  Iron  Com- 
pany, to  have  the  railroads  of  the  South  reimburse  them  for 
the  cost  incurred  in  switching  cars  from  the  interchange  tracks 
to  the  points  of  loading  and  unloading. 

Smith  asserts  that  never  in  the  history  of  railroading  in 
the  South  has  a  railroad  done  any  spotting  for  an  industry  that 
had  its  own  motive  power.  Another  assertion  by  him  is  that 
the  rates  against  which  the  complaints  were  made  are  those 
which  have  always  been  in  effect,  Increased  by  various  amounts 
as  the  levels  of  rates  have  been  Increased  from  time  to  time. 

Adoption  of  his  report  will  close  the  door  against  the  possi- 
bility of  southern  iron  and  steel  makers  ever  obtaining  any 
allowance  for  the  work  done  by  their  own  engines  in  taking 
cars  to  and  from  the  points  of  loading  and  unloading.  They  will 
not  even  obtain  the  satisfaction  of  having  the  trunk  lines  make 
the  formal  offer  to  do  the  switching  and  spotting  on  the  rail- 
roads which  have  been  incorporated  by  the  states  In  which  their 
properties  lie,  at  the  convenience  of  the  trunk  lines,  and  without 
interference,  by  the  operations  over  those  railroads,  of  the  en- 
gines employed  in  inter-plant  or  intra-plant  work,  such  as  have 
been  made  in  cases  brought  by  northern  iron  and  steel  manu- 
facturers. As  summed  up  by  Examiner  Smith,  the  law  and  facts 
on  the  subject  are  as  follows: 

"1.  The  acceptance  and  placement  of  cars  upon  Interchange 
tracks,  connecting  common  carrier  rails  and  the  rails  of  the 
plants  were  all  the  services  In  connection  with  the  receipt 
livery  and  handling  of  property  In  transportation  covered  by 
rates  formerly  In  effect  from  and  to  Iron  and  steel  industries  In 
Alabama. 

"2.    The  present  rates,  outbound  and  Inbound,  differ  In  no 
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respect  from  those  formerly  in  effect,  except  in  their  levels. 
They  are  the  old  rates  increased  by  certain  amounts  or  percent- 
ages for  the  sole  purpose  of  yielding  greater  revenues  to  the 
clrriers  per  unit  of  service.  The  service  units  remain  un- 
changed.^ ^e  Birmingham  and  northern  Alabama  mineral  dis- 
tricts for  over  thirty  years  the  custom  has  been  for  each  iron 
and  steel  plant  to  perform  at  its  own  cost  its  own  mtra-plant 
switching,  spotting  and  placement  of  cars,  inbound  and  OUWOUWI, 
accepting  cars  from  and  delivering  cars  to  defendants  only  upon 
certain  agreed  interchange  tracks.  That  custom  was  fixed  upon 
transportation  by  usage;  it  was  not  a  concession  made  by  t 
Dlants  it  was  not  an  exaction  extorted  by  the  carriers,  and  the 
work  done  by  the  plants  in  the  movement  of  cars  between  i such 
interchange  tracks  and  the  various  points  within  the  plants 
loading  and  for  unloading  is  in  no  sense  a  'service  directly  or 
indirectly  connected  with  transportation.  Under  this  custom 
transportation  begins  and  ends,  has  always  begun  and  ended,  at 
the  interchange  tracks;  and  all  rates,  those  now  in  effect  as 
well  as  those  formerly  in  effect,  contemplate  common  carrier 
service  and  obligation  from  and  to  such  interchanges  only. 

"4  This  custom  is  more  than  an  agreement,  for  it  grew 
out  of  the  necessities  of  plant  and  carrier  operation.  The  plants 
run  day  and  night  and  every  day  until  they  shut  down;  they 
cannot  run  successfully  unless  placements  are  made  at 
direction  and  for  their  convenience;  carriers,  in  the  performance 
of  their  public  functions,  cannot  operate  if  their  movements  are 
determined  by  outside  interests;  the  movement  of  plant  engines 
and  carrier  engines  over  the  plant  network  of  tracts  must 
co-ordinated  under  plant  direction,  for  the  carriers  cannot  so 
direct  and  no  law  in  the  absence  of  unjust  discrimination  in 
services  by  the  carrier  requires  it  to  accept  or  deliver  freight 
at  places  other  than  those  of  usual  and  reasonable  convenience 
to  the  shipper  and  itself. 

"5.  Complaints  which  demand  that,  by  reason  of  increased 
rate  levels,  the  defendants  should  compensate  the  plants  for 
the  costs  of  certain  movements  of  cars  made  in  the  past  be- 
tween the  interchanges  and  points  of  loading  and  unloading 
within  the  plants,  and,  for  the  future  that  the  common  carrier 
defendants  should  make  such  movements  themselves^  or  com- 
pensate complainants  should,  therefore,  be  dismissed." 

RATE  ON  IRON  PIPE 

Assistant  Chief  Examiner  Ulysses  Butler,  in  a  report  on  No. 
11791,  South  Chester  Tube  Co.  vs.  M.  K.  &  T.  et  al.,  has  recom- 
mended an  order  of  dismissal  on  a  holding  that  the  rate  of 
$1.143  on  seven  carloads  of  wrought  iron  pipe,  shipped  from 
Chester,  Pa.,  to  Lawton,  Okla.,  in  November,  1917,  was  not  un- 
reasonable or  unduly  prejudicial  because  the  shipments  were 
routed  by  the  complainant,  so  that  it  lost  the  benefit  of  a  rate 
of  69.3  cents  applicable  via  many  routes,  other  than  the  one 
selected  by  the  tube  company.  Butler  said  the  routing  was  in- 
serted on  the  erroneous  assurances  of  a  commercial  agent  who 
claimed  that  the  low  rate  applicable  on  other  routes  was  also 
in  effect  via  the  route  specified  by  the  agent  who  wanted  to 
obtain  a  long  haul  for  the  M.  K.  &  T. 

Butler,  to  support  his  recommendation,  recited  the  dozens 
of  cases  in  which  the  Commission  has  had  to  hold  that  a  shipper 
is  charged  with  knowledge  of  the  tariffs,  that  an  agent  cannot 
vary  them,  that  a  carrier  is  not  responsible  for  erroneous  in- 
formation, and  finally  the  fact  that  because  there  are  lower  rates 
via  other  routes  does  not  prove  that  the  higher  rate  was  un- 
reasonable or  otherwise  unlawful. 


serves  coal  mines  located  on  the  rails  of  the  Missouri  Pacific  at 
Royalton  111.,  and  on  the  rails  of  the  Illinois  Central  at  Logan, 
was  and  is  not  unduly  prejudicial.  He  said  that  the  Commission 
should  hold  that  it  had  not  been  shown  that  the  public  interest 
would  be  served  by  the  construction  of  a  physical  connection  be- 
tween the  rails  of  the  Burlington  and  the  Illinois  Central,  at  a 
point  two  miles  west  of  Marion,  whereby  connection  between 
the  Marion  &  Eastern  and  the  Burlington  would  be  established. 
A  further  holding  recommended  by  him  is  that  it  has  not  been 
shown  that  public  convenience  and  necessity  require  the  exten- 
sion of  the  rails  of  the  Marion  &  Eastern  to  connect  with  those 
of  the  Burlington  at  the  point  two  miles  west  of  Marion,  where 
the  complainants  and  the  Marion  &  Eastern  Railroad  suggested 
that  a  connection  should  be  made. 

In  view  of  the  suggested  findings,  Carter  said  the  Commis- 
sion should  hold  that  no  reason  exists  for  an  order  requiring  the 
Illinois  Central  to  permit  any  additional  use  of  its  rails  by  the 
Marion  &  Eastern  and  the  complaint  should  be  dismissed. 

NET  RATES  ON  LOGS,  ETC. 

An  order  of  dismissal  has  been  recommended  by  Examiner 
John  B.  Keeler  in  a  report  on  No.  11530,  Cairo  Association  of 
Commerce  et  al.  vs.  Illinois  Central,  Director-General,  et  al.,  on 
a  finding  that  the  so-called  "net"  rates  on  logs,  bolts,  billets  and 
poles,  from  points  on  the  Illinois  Central  and  Mobile  &  Ohio 
railroads  south  of  the  Ohio,  to  Cairo,  are  not  unreasonable.  The 
carriers  maintain  two  sets  of  rates,  so-called  gross  and  net,  the 
latter  being  conditional  on  the  product  of  the  raw  material 
shipped  into  the  transit  point  being  sent  out  over  the  rails 
of  the  originating  carrier.  The  net  rates  do  not  apply  to  points 
north  of  the  Ohio  River.  Rates  to  Cairo  are  made  by  the  addi- 
tion of  three  cents  to  the  net  rates  applying  to  East  Cairo  or 
Wickliffe,  Ky.  The  complainant  contended  that  the  addition  of 
three  cents  made  the  net  rates  unreasonable  because  the  bridge 
arbitrary  is  only  two  cents.  The  examiner  said  that  if  only  the 
arbitraries  were  under  consideration  there  would  be  force  in 
the  contention  of  the  complainants.  The  carriers  said  the  net 
rates  were  made  to  encourage  the  use  of  southern  woods  and 
the  clearing  of  southern  lands  and  have  never  been  considered 
fully  compensatory.  The  examiner  said  that  an  examination  of 
the  net  rates  shows  they  are  low  and  therefore  they  cannot  be 
held  unreasonable. 


RATES  ON  SAND  AND  GRAVEL 

In  a  proposed  report  on  No.  11475,  Lafayette  Hydraulic  Gravel 
Co.  et  al.  vs.  Chicago  &  Eastern  Illinois  et  al.,  Examiner  F.  H. 
Barclay  has  recommended  a  finding  that  the  rates  on  sand  and 
gravel  from  Lafayette,  Ind.,  to  Danville  and  other  points  in 
Illinois  are  not  unreasonable,  but  unduly  prejudicial  with  rela- 
tion to  the  rates  on  the  same  commodities  from  Attica,  Ind., 
to  the  same  destinations,  to  the  extent  that  they  were,  are  and 
for  the  future  will  exceed  those  from  Attica  by  the  following: 
To  Danville,  20  cents;  beyond  Sidney  to  and  including  Gibson 
City,  Effingharn,  Altamont  and  Decatur,  12  cents;  beyond  Gibson 
City  to  and  'including  Forrest,  and  beyond  Decatur  to  and  in- 
cluding Springfield  and  Litchfield,  10  cents;  beyond  Springfield 
and  Litchefild,  8  cents;  Thomas  to  Rantoul,  20  cents;  Prospect 
and  Tomlinson,  15  cente;  Assumption,  10  cents;  Cadwell,  15 
cents;  Chatham  to  Carlinsville,  10  cents;  Westville  to  Ridge 
Farm,  20  cents;  Mattoon  and  LeRoy,  12  cents;  and  Rosamond  to 
Moro,  10  cents. 


CONNECTIONS  AT  ROYALTON,  ILL. 

Examiner  Paul  O.  Carter,  in  a  report  on  No.  11670,  Cameron 
Coal  Co.  et  al.  vs.  Marion  &  Eastern  et  al.,  in  which  the  com- 
plainants sought  to  force  physical  connection  between  the  Marion 
&  Eastern  and  the  Burlington,  has  recommended  a  finding  that 
the  refusal  by  the  Burlington  to  serve  the  complaining  coal  com- 
panies' mines  on  the  rails  of  the  Marion  &  Eastern,  while-  it 


CHARGES  ON  CEDAR  POLES 

Examiner  Leo  J.  Flynn  has  advised  the  dismissal  of  No. 
12041,  F.  R.  Pendleton  and  H.  S.  Gilkey,  doing  business  as  Pen- 
dleton  &  Gilkey,  vs.  Minnesota  &  International,  Director-Gen- 
eral, et  al.,  on  a  finding  that  the  allegation  that  the  charges  on 
a  carload  of  white  cedar  poles  shipped  from  Mizpah,  Minn.,  to 
Albion,  la.,  were  assessed  on  an  excessive  weight  had  not  been 
sustained.  The  complainant  claimed  that  under  the  rules  used 
by  the  Association  of  Producers  of  Forest  Products,  the  carload 
weighed  only  29,750  pounds  instead  of  33,400  pounds  as  claimed 
by  the  railroad  weighmaster.  The  Illinois  Central  said  when  it 
weighed  the  car  the  weight  was  35,900.  The  examiner  said  that 
the  complainant  said  the  poles,  while  seasoned,  were  not  pro- 
tected from  the  weather  and  that  weather  conditions  would  af- 
fect their  weight.  There  was  no  testimony  as  to  the  weather 
conditions  when  the  shipment  was  made  on  June  9,  1919. 


INDIANA   COAL   SHIPMENTS 

Examiner  Bronson  Jewell  has  recommended  the  dismissal 
of  No.  11877,  Burns  &  Hancock  Fire  Brick  &  Clay  Co.  vs.  Di- 
rector-General, as  agent,  on  a  holding  that  intrastate  shipments 
of  run-of-mine  soft  coal  from  mines  in  the  Clinton,  Ind.,  district 
to  West  Montezuma,  Ind.,  between  June  25,  1918,  and  August 
20,  1920,  were  not  unreasonable. 


RATES   ON    STRAW 

Examiner  E.  L.  Gaddess,  in  a  report  on  No.  11732,  United 
Paperboard  Co.,  Inc.,  vs.  Illinois  Central,  Director-General,  et  al., 
has  recommended  a  holding  of  unreasonableness  of  rates  on 
straw,  in  carloads,  from  points  in  Illinois  to  Rockport  Ind., 
because  and  to  the  extent  they  exceeded,  exceed,  or  may  exceed 
the  rates  prescribed  by  the  Commission  in  rates  on  straw  from 
St.  Louis  to  Anderson,  Ind.  (36  I.  C.  C.  30).  The  report  covers 
sub-number  1,  Same  vs.  Chicago  &  Alton,  Director-General,  et  al. 
Gaddess  recommended  a  100-mile  extension  of  the  scale  pre- 
scribed in  that  case  at  the  same  rate  of  progression,  and  rep- 
aration, to  cover  the  complaints  handled  by  him. 


RATES   ON    ILLINOIS   COAL 

Examiner  H.  W.  Archer  has  recommended  the  dismissal  of 
No.  11880,  Merchants  Coal  &  Coke  Co.  vs.  Big  Four,  Director- 
General,  et  al.,  his  idea  being  that  the  rates  on  lump  coal  from 
Eldnar  Mine  and  Cantine,  111.,  to  Rose  Hill,  111.,  and  from  Can- 
tine  to  Jefferson  Park,  imposed  on  shipments  moving  in  the 
spring  of  1919  were  not  unreasonable.  The  coal,  when  started, 
was  intended  for  Chicago  but  it  was  sold  en  route.  The  Chi- 
cago &  Alton  is  said  to  have  given  assurance  that  the  rates 
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•would  be  "protected"  to  the  intermediate  points,  regardless  of 
the  routing  because  the  rates  to  Chicago  were  the  same  over 
all  routes,  from  the  Belleville  district.  The  Chicago  rate,  how- 
ever, could  not  be  protected  to  the  suburbs  within  the  switch- 
ing district  on  the  C.  &  N.  W.  The  defendants,  at  the  hearing, 
suggested  that  there  were  undercharges  on  several  cars  because 
they  were  reconsigned  but  no  charges  collected. 


RATES   ON   CORNMEAL 

i:\.-iniiiier  Charles  R.  Seal,  in  a  report  on  No.  12114.  Charles- 
ton Milling  Co.  vs.  Missouri  Pacific,  has  recommended  a  holding 
of  unreasonableness  regarding  a  fifth  class  rate  of  47.5  cents 
on  cornmeal  from  Memphis,  Tenn.,  to  Charleston,  Mo.,  because 
ami  to  i lu-  extent  that  it  exceeded  26.5  cents,  the  aggregate  of 
the  intermediates,  based  on  Gavin,  Ark.  He  recommended  rep- 
aration. 


RATES  ON   PEANUTS 

Attorney-Examiner  Arthur  R.  Mackley,  in  a  report  on  No. 
11870,  Empire  Cotton  Oil  Co.  vs.  Alabama,  Florida  &  Gulf  et  al., 
has  recommended  a  holding  that  the  carload  rate  on  peanuts 
from  Greenwood,  Fla.,  to  Bainbridge,  Ga.,  in  October  and  Novem- 
ber, 1918,  was  not  unreasonable  or  otherwise  unlawful.  A  com- 
bination rate  of  23  cents  applied  at  the  time  the  shipments 
moved.  Later  a  rate  of  22  cents  was  established. 


RATES    ON    SOFT    COAL 

Examiner  Charles  R.  Seal  has  recommended,  in  a  report  on 
No.  12106,  West  Kentucky  Coal  Bureau  vs.  Illinois  Central,  a 
holding  that  rates  on  soft  coal  from  mines  in  western  Kentucky 
on  the  Illinois  Central  and  Kentucky  Midland  to  points  in  the 
southern  peninsula  of  Michigan  are  unduly  prejudicial  to  oper- 
ators in  western  Kentucky  and  unduly  preferential  to  operators 
on  the  Illinois  Central  in  the  southern  Illinois  group,  to  the 
extent  they  exceed  or  may  exceed,  on  a  joint  rate  basis,  by  more 
than  25  cents  per  ton,  the  rates  contemporaneously  maintained 
from  mines  on  the  Illinois  Central  in  the  southern  Illinois  group 
to  the  same  destinations.  His  recommendation  is  that  that  dif- 
ference be  prescribed  for  the  future. 


IMPORT   RATE   ON   ANTIMONY 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  John  T.  Money,  in  a  re- 
port on  No.  11912,  Great  Western  Smelting  &  Refining  Co.  vs.  C. 
M.  &  St.  P.  et  al.,  his  condemnation  falling  on  a  rate  of  $2.59  on 
imported  antimony  from  Seattle  to  Chicago,  moving  in  August, 
1918,  after  the  import  rate  of  90  cents  had  been  cancelled  by  Gen- 
era] Order  No.  28.  Subsequently  a  rate  of  $1  was  established  and 
reparation  is  to  be  made  to  that  basis. 


RATES  ON  BEANS  FROM  DEMING,  N.  M. 
Examiner  G.  H.  Mattingly,  in  a  report  on  No.  11297,  State 
Corporation  Commission  of  New  Mexico  vs.  Abilene  &  Southern 
et  al.,  has  recommended  a  holding  that  the  rate  on  beans  from 
Deming,  N.  M.,  to  various  interstate  destinations  east  of  Deming 
had  not  been  shown  to  be  unreasonable  or  unduly  prejudicial. 
The  complaint  was  really  directed  against  rates  on  beans  from 
California,  because  the  rates  from  California  points  of  origin 
were  and  are  lower  than  from  Deming.  The  carriers  said  the 
rates  from  California  had  been  forced  down  by  water  competi- 
tion. Mattingly  recommended  a  denial  of  fourth  section  relief. 


DISTRIBUTION   OF  CARS    FOR    HAY 

Examiner  Paul  O.  Carter  has  recommended  the  dismissal 
of  No.  11785,  Gaynor  Bros.  vs.  Director-General  et  al.  The 
allegation  was  that  complainants  were  unduly  prejudiced  in  the 
distribution  of  empty  cars  for  the  shipment  of  hay  as  compared 
with  the  distribution  to  other  shippers  at  Forestburg  and  Woon- 
sooket,  S.  D.  He  also  recommended  a  holding  that  the  carload 
minimum  on  the  shipments  of  hay  had  not  been  shown  to  have 
been  or  to  be  unreasonable. 


RATES    ON    ALFALFA 

Examiner  Harris  Fleming,  in  a  report  on  No.  11954,  Otto 
Weiss  Milling  Co.  vs.  A.  T.  &  S.  F.  et  al.,  has  recommended 
a  holding  of  unreasonableness  and  an  award  of  reparation  on 
alfalfa  hay  from  Winfield  and  Viola,  Kans.,  to  Wichita,  milled 
in  transit  at  Wichita  and  reshipped  to  Cairo,  because  and  to 
the  extent  that  the  through  rate  exceeded  the  aggregate  of  the 
intermediates.  The  excess  of  the  sum  of  the  intermediates 
over  the  joint  rate  was  protected  by  an  appropriate  application 
which  is  now  under  consideration  in  other  cases. 


RATES  ON  CONCENTRATED  COTTON 
Assistant  Chief  Examiner  Ulysses  Butler,  in  a  report  on 
No.  11817,  Armand  L.  Dejean  vs.  Southern  Pacific  et  al.,  has 
recommended  a  holding  that  it  was  not  unreasonable  for  the 
defendants  to  charge  combinations  on  4,809  bales  of  cotton  con- 
centrated at  Opelousas,  La.,  and  thence  shipped  to  various  gulf 
and  Pacific  ports,  and  that  their  failure  to  establish  transit  at 


OpelouBas.  between  AUIOIHI  18,  191*.  .mil  February  18.  1919,  did 
not  result  In  unreasonable  or  oth<-rwlite  unlawful  rate*  or 
charges.  The  examiner  mild  the  only  Knowing  was  that  T. 
was  transit  at  OpelouBas  on  BhlpmrntH  to  New  OrleanH,  AUi'Tx 
and  other  points,  but  that  there  wan  no  .showing  of  a  nlmllnrliy 
of  conditions  or  anything  of  tin-  kind  that  in  uoually  regarded 
as  necessary  to  show  WtreaMMblWMM  or  undue  prejudice.  Tin- 
application  of  the  combination  rales  Imposed  a  double  Increase 
on  the  complainant.  The  ease  wan  preilimteii  on  tin-  Idea  that 
a  double  Increase  was  unlawful  but  Butler  did  not  riToiiiin>-nil 
a  holding  of  that  kind. 


WOOD  PULP,  NEWPORT  NEWS  TO  BIO  ISLAND 
Kxaininer  F.  C.  Hillyer  has  recommended  the  dlsmisital  of 
No.  11976,  Bedford  Pulp  &  Paper  Co.  vs.  C.  *  O..  Director-Gen 
era!  et  al..  on  a  holding  that  the  rate  on  imported  wood-pulp 
from  Newport  News  to  Big  Island,  Va.,  In  the  latter  part  of  1919, 
was  not  unreasonable  or  otherwise  unlawful.  The  rate  asaaileil 
was  $3.50  per  net  ton.  Prior  to  the  effective  date  of  General 
Order  No.  28  the  rate  was  $1.60  on  the  Imported  pulp.  Compari- 
sons with  the  domestic  rates  on  wood  pulp  for  longer  hauls  at 
lower  rates  did  not  convince  the  examiner  that  the  rate  under 
attack  was  beyond  the  limits  of  the  law  and  therefore  to  be 
condemned. 


COAL,  OAKLAND  CITY,  IND.,  TO  MONMOUTH,  ILL. 
A  dismissal  of  No.  12002,  Western  Stoneware  Co.  vs.  C.  B.  £ 
Q.  et  al.,  has  been  recommended  by  Examiner  Leo  J.  Klynn  on 
the  ground  that  the  rate  on  soft  coal  from  Oakland  City,  Ind.,  to 
Monmouth,  111.,  had  not  been  shown  to  have  been  unreasonable 
when  the  shipments  moved  between  August  10  and  19,  1920.  The 
coal  was  routed  via  an  unusual  line  and  a  combination  of  $2.21.". 
was  assessed.  The  shipper  thought  the  customary  route,  over 
which  a  lower  rate  applied,  was  embargoed.  The  rate  was  sub- 
sequently reduced. 


LOGS,  WALDEN,  TEX.,  TO  BEAUMONT 
An  order  of  dismissal  has  been  recommended  by  Examiner 
F.  E.  Early  in  a  report  on  No.  11574,  Beaumont  Chamber  of  Com- 
merce vs.  Director-General,  as  agent,  on  a  finding  that  the  rate 
assessed  on  42  carloads  of  pine  logs  from  Walden,  Tex.,  to  Beau- 
mont, in  the  period  between  February  5  and  March  7.  1919,  was 
not  unreasonable.  The  haul  was  six  miles  and  the  rate  2.5  cents 
per  100  pounds,  minimum  30,000  pounds. 


FOURTH  SECTION  VIOLATIONS  ON  COAL 
Examiner  John  T.  Money,  in  a  report  on  No.  11996,  Clinch- 
field  Coal  Co.  vs.  C.  C.  &  O.  et  al.,  has  recommended  a  holding 
that  the  rate  of  $2.55  per  ton  on  coal  from  Moss,  Va.,  to  Toledo, 
O.,  is  not  unreasonable,  but  in  violation  of  the  fourth  section 
because  higher  than  the  rate  on  coal  from  Dante,  Va.  He  rec- 
ommended that  the  Commission  require  the  carriers  immediately 
to  remove  that  violation. 


COAL,  HERRIN,  ILL.,  TO  CHICAGO 

Examiner  Paul  O.  Carter  has  proposed  a  dismissal  of  No. 
11876,  Ideal  Fuel  Co.  vs.  Director-General,  as  agent,  on  a  holding 
that  a  rate  of  $1.60  per  ton  on  nine  cars  of  coal  from  Herrin,  111., 
to  Chicago,  during  August,  1918.  was  not  unreasonable. 


RATES  ON  SULPHURIC  ACID 

Examiner  F.  C.  Hillyer.  in  a  report  on  No.  11926,  Cannon 
Manufacturing  Co.  vs.  Southern  Railway  Co.  and  Director-Gen- 
eral, has  recommended  a  finding  that  the  rates  on  sulphuric  acid 
in  iron  drums,  carloads,  from  Richmond  to  Kannapolis.  N.  C.. 
were  unreasonable  to  the  extent  that  they  exceeded  $3.10  per  net 
ton  prior  to  January  1,  1918,  and  $3.90  per  net  ton  on  and  after 
that  date,  and  that  reparation  should  be  made  to  that  basis. 


INCREASES  CALLED  ILLEGAL 

Tkt  Traffic  World  U'tihingtom  B»ret* 

The  contention  that  the  increases  authorized  by  the  Com- 
mission in  Ex  Parte  74  are  illegal,  because  the  Commission  did 
not  give  "due  consideration  to  all  the  elements  of  value  rec- 
ognized by  the  law  of  the  land  for  rate-making  purposes,"  as 
provided  in  section  15-a  of  the  Interstate  Commerce  Act.  was 
made  before  the  Commission,  April  22.  by  Karl  Knox  Gartner, 
special  counsel  for  the  state  of  North  Dakota  in  the  North 
Dakota  intrastate  rate  case.  The  interstate  rates  being  illegal, 
he  said,  they  could  not  be  used  to  measure  the  intrastate  rates. 

Mr.  Gartner  contended  that  the  Commission  should  have 
promulgated  a  tentative  valuation  of  the  carriers'  property  and 
permitted  objections  to  be  made  thereto  before  fixing  a  final 
valuation  on  which  it  based  the  rate  advances. 

"In  Ex  Parte  74,"  said  he,  "the  Commission  made  Its  final 
valuation  without  giving  the  necessary  notice  as  required  by 
the  law  of  the  land.  Its  failure  to  comply  with  this  provision 
of  the  law  cannot  be  excused  upon  the  ground  that  It  would 
not  have  been  practical  because  of  delay,  for  only  thirty  days' 
notice  was  required.  If  there  had  been  protests,  of  course, 
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there  would  have  been  reason  for  them  and  if  there  was  reason 
for  protest,  the  protest  must  be  heard,  unless  there  is  to  be 
a  taking  of  the  property  of  shippers  here  without  due  process 
of  law.  During  such  a  hearing  the  six-month  continuance  of 
the  guaranteed  return  under  federal  control  was  in  operation 
and  if  the  hearings  upon  the  protests  could  not  have  been 
completed  within  that  period,  it  would  have  been  exceedingly 
practical  for  Congress  to  have  extended  this  six-month  period 
to  a  year,  or  two  years,  if  need  be.  The  Commission  did  not 
comply  with  the  law  and  its  actions  were  consequently  arbi- 
trary and  illegal,  and  the  resulting  Interstate  rates  cannot  be  a 
legal  measure  for  determining  whether  the  difference  is  unjust." 

Commissioner  Esch  interjected  a  remark  to  the  effect  that 
it  was  difficult  enough  to  get  the  guaranty  extended  for  six 
months,  and  Chairman  Clark  indicated  that  he  did  not  believe 
that  the  Commission  would  have  been  any  better  off  as  to 
fixing  a  valuation  at  the  end  of  two  years  than  it  was  at  the 
time  it  acted. 

Mr.  Gartner  began  his  argument  in  behalf  of  the  state's 
case  with  an  explanation  that  while  he  was  with  the  Com- 
mission as  an  examiner  he  had  held  the  view  that  the  Commis- 
sion had  the  authority  to  issue  the  orders  it  had  promulgated 
in  the  intrastate  rate  cases,  but  that  since  he  had  gone  into 
the  question  more  fully  he  had  reached  the  conclusion  that 
he  had  been  in  error.  He  expressed  the  hope  that  the  Com- 
mission likewise  might  decide  that  it  also  had  been  wrong. 

"The  Commission  has  proceeded  upon  the  theory  that  the 
financial  necessities  of  the  carriers  proves  unjust  discrimina- 
tion," said  Mr.  Garner,  adding  that,  under  the  conclusions 
reached  by  him,  the  financial  necessities  of  the  carriers  could 
not  enter  into  the  quetsion  at  all. 

He  further  argued  that  in  the  light  of  the  legislative  history 
of  section  13  of  the  act,  Congress  did  not  intend  to  make  the 
law  any  broader  than  it  was  when  the  Shreveport  case  was 
decided  and  that,  if  the  Commission's  power  had  not  been 
broadened,  then  the  North  Dakota  case  must  be  one  of  discrimi- 
nation, pure  and  simple,  and  should  be  handled  on  that  basis. 

"The  Commission  will  search  its  many  Shreveport  cases 
in  vain  for  the  recital  of  a  single  fact  in  any  of  them  concerning 
carrier  financial  necessities,"  said  he.  "If  there  is  an  unjust 
discrimination  it  must  be  removed,  regardless  of  any  collateral 
considerations." 

Every  difference  in  rates,  he  argued  further,  is  not  an  unjust 
discrimination  under  section  3  of  the  act,  and  that  so  under 
section  13  the  mere  difference  existing  between  the  level  of 
interstate  as  compared  with  intrastate  rates  does  not  of  itself 
establish  the  unjust  discrimination  against  interstate  commerce. 
The  legality  of  the  increases  under  Ex  Parte  74,  he  said,  was 
brought  in  issue  because  it  had  to  be  determined  whether  the 
difference  between  the  interstate  and  intrastate  rates  amounts 
to  an  unjust  discrimination. 

"To  set  down  the  higher  interstate  rates  against  the  intra- 
state and  find  that  the  difference  constituted  an  unjust  dis- 
crimination would  be  indulging  a  theoretical  consideration  only," 
he  continued. 

Referring  to  calculations  based  upon  the  actual  net  railway 
operating  income,  Mr.  Gartner  said  it  would  have  been  neces- 
sary to  have  increased  freight  rates  in  western  territory  only 
28.9  per  cent  to  yield  all  the  additional  revenue  necessary  to 
return  6  per  cent  and  pay  increased  labor  costs.  Or,  if  passen- 
ger rates  were  increased  20  per  cent,  he  said,  the  freight  rates 
should  have  been  increased  only  22.7  per  cent  instead  of  35  per 
cent. 

B.  W.  Scandrett  appeared  for  the  carriers  in  the  case.  The 
railroad  commission  of  North  Dakota  originally  authorized  the 
carriers  to  increase  their  passenger  and  freight  rates,  with  tho 
exception  of  milk  and  cream  rates,  in  the  same  percentage 
amounts  as  prescribed  by  the  Commission  in  Ex  Parte  74.  A 
suit  was  brought  by  the  state  in  the  Supreme  Court  of  North 
Dakota  attacking  the  order  and  the  court  set  it  aside  on  the 
ground  that  the  minutes  of  the  Commission  failed  to  show  the 
order  to  be  valid  as  the  result  of  official  approval  by  the  board. 
Thereafter  the  state  commission  issued  another  order  author- 
izing the  carriers  to  advance  their  rates,  but  this  order 
also  was  attacked  and  the  court  held  there  should  be  another 
hearing.  Then  the  commission  held  a  hearing  and  finally  issued 
an  order  denying  all  increases.  The  carriers  then  brought  the 
case  before  the  Interstate  Commerce  Commission  under  section 

Mr.  Scandrett  said  the  record  disclosed  no  good  reason 
why  the  North  Dakota  intrastate  passenger  fares  and  freight 
rates  should  be  on  a  lower  level  than  the  interstate  charges. 

KANSAS  STATE  RATE  CASE 

The  Traffic  World  Washington  Bureau 

Argument  in  the  Kansas  intrastate  rate  case,  which  is  prac- 
tically the  last  of  the  important  intrastate  cases  still  to  be  de- 
by  the   Commission,   was   heard  April    23.    The    Kansas 
ourt  of  Industrial  Relations,  later  succeeded  by  the  public  utili- 
s  commission  of  Kansas,  authorized  an  increase  of  30  per 
intrastate  freight  rates,  with   a  maximum  increase  on 
commodities,  while  the  interstate  increase  was  35  per 


cent.  No  increase  was  permitted  on  petroleum  crude  oil,  fuel 
oil,  road  oil,  petroleum  asphalt,  petroleum  wax  tailings  and  pe 
troleum  gas  oil,  or  in  passenger  fares. 

Clyde  M.  Reed,  chairman  of  the  Kansas  commission,  quoted 
at  length  from  rate  exhibits  in  support  of  the  state  commission's 
contention  that  in  many  instances  the  existing  intrastate  rates 
are  on  a  higher  level  than  the  interstate  rates,  which  have 
been  increased  35  per  cent.  He  also  attacked  the  carriers  on 
the  ground  that  they  sought  to  prove  discrimination  against 
interstate  commerce  on  the  ground  that  a  difference  between  the 
interstate  commerce  and  intrastate  rates  resulted  in  discrimi 
nation  against  interstate  commerce. 

J.  L.  Coleman  appeared  as  counsel  for  the  carriers.  He 
argued  that  the  Kansas  case  came  within  the  precedents  estab 
lished  by  the  Commission  in  the  intrastate  rate  cases  heretofore 
decided.  The  carriers  estimate  that  they  are  losing  at  the  rate 
of  $3,245,942  annually  because  of  the  state  commission's  order 

ABANDONMENT  RESTRAINED 

The  Traffic  World  Washington  Bureau 

The  U.  S.  Supreme  Court  April  25  issued  a  restraining  order 
prohibiting  the  Eastern  Texas  Railroad  from  taking  up  its  track 
or  dismantling  the  road,  in  a  case  brought  before  it  by  the  state 
of  Texas.  The  case  was  set  for  argument  October  10  and  the 
restraining  order  will  be  operative  at  least  until  that  date.  The 
Commission  authorized  the  Eastern  Texas  to  abandon  the  road 
but  this  was  fought  in  the  courts  by  the  state  of  Texas.  The 
lower  courts  decided  in  favor  of  the  company  and  the  state  ap- 
pealed. The  Commission's  jurisdiction  over  roads  such  as  the 
Eastern  Texas  is  one  of  the  issues  in  the  case. 


MICH.  RATES  ON  SAND,  GRAVEL,  ETC, 

In  an  order,  handed  down  April  23,  the  Michigan  state  com- 
mission directs  the  carriers  to  reduce  the  intrastate  rates  on 
sand,  gravel  and  crushed  stone,  on  or  before  May  10,  by  25  per 
cent  on  the  lower  peninsula,  in  Official  Classification  territory, 
and  by  22  per  cent  on  the  upper  peninsula,  in  Western  Classifica- 
tion territory.  The  decreases  compare  with  each  other  about  as 
the  increases  of  35  and  40  per  cent  granted  in  the  two  parts  of 
the  state  under  Ex  Parte  74  compare.  In  effect,  the  Ex  Parte  74 
increases  are  practically  cancelled. 

The  Michigan  commission  began  an  investigation  of  all  the 
Ex  Parte  74  rate  increases  on  January  15,  and  three  days  later, 
in  an  order,  expressed  the  intention  of  investigating  the  sand, 
gravel  and  crushed  stone  rates  particularly.  The  fight  against 
these  rates  was  carried  on  entirely  by  the  attorney-general,  rep- 
resented by  C.  J.  Bolender,  traffic  manager  for  the  Kalamazoo 
Chamber  of  Commerce;  Frank  Rogers,  state  highway  commis- 
sioner, and  some  fourteen  counties  in  the  southwestern  part  of 
the  state.  Neither  the  producers  nor  the  industrial  users  of  these 
commodities  were  representd. 

At  the  hearings,  Mr.  Rogers  stated  that  if  reasonable  rates 
could  be  obtained  the  state  highway  program  for  the  impending 
season  would  necessitate  a  movement  of  some  50,000  cars  of 
sand,  gravel  and  crushed  stone.  It  developed  that  the  existing 
average  rate  was  $1.26,  while  the  average  pit  or  quarry  cost  of 
the  three  materials  was  80  cents  per  ton.  The  average  haul  was 
53  miles. 

The  state  commission  expressed  the  belief,  in  its  order,  that 
the  reductions  will  stimulate  the  movement  and  quoted  the  lan- 
guage of  the  Interstate  Commerce  Commission  in  Ex  Parte  74 
to  the  effect  that  the  increases  ordered  therein  might  easily  be 
dispensed  with  in  the  case  of  specific  low-grade  commodity  move- 
ments. Sand,  gravel  and  crushed  stone  for  use  in  foundries,  or 
in  the  manufacture  of  glass,  fertilizers,  chemicals  and  cement  are 
excepted  from  the  reductions,  which  are  to  be  computed  on  a  per 
ton  basis. 

The  railroads  are  expected  to  seek  a  federal  court  injunction 
to  prevent  the  Michigan  commission  from  enforcing  its  order. 


RENSSELAER  AND  SARATOGA  BONDS 

The  Commission  has  authorized  the  Rensselaer  &  Saratoga 
Railroad  Company  to  issue  and  deliver  to  the  Delaware  &  Hud- 
son $2,000,000  of  first  mortgage  6  per  cent  20-year  gold  bonds 
in  accord  with  the  terms  of  the  lease  under  which  the  D.  &  H. 
operates  the  property  of  the  R.  &  S.  In  connection  with  the 
same  transaction,  the  Delaware  &  Hudson  was  authorized  to 
guarantee  the  interest  on  the  bonds  and  to  sell  them  at  par  and 
accrued  interest  to  pay  $2,000,000  of  bonds  of  the  R.  &  S.  matur- 
ing May  1. 


TEXAS  MIDLAND  BONDS 
The  Texas  Midland  has  been  authorized  by  the  Commission 
issue  not  exceeding  $500,000  of  first  mortgage  4  per  cent  30- 
ear  refunding  bonds  and   to   sell  the  bonds   at  not  less  than 
par  and   accrued   interest.     The   proceeds  will   be  used   for  (he 
construction  of  14   miles  of  road  between  Greenville  and  Com- 
merce, Texas. 
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PRESIDENT  AND  THE  RAILROADS 

Thf  Tragic  World  Washington  Uurtau 

President  Harding  and  the  members  of  his  cabinet,  at  their 
consultation,  April  26,  devoted  most  of  their  attention  to  the 
complaints  that  have  been  brought  by  the  farmers  of  the  coun- 
try against  the  deflation  policy  of  the  Federal  Reserve  Board. 
Railroad  problems  were  not  the  big  subject,  as  in  other  cabinet 
meetings.  They  decided  that  it  would  be  advisable,  in  the  Inter- 
est of  restoration  of  business,  for  the  board  that  has  control 

r  the  banks  to  allow  easier  credit  conditions  In  agricultural 

ions  and  in  some  industrial  sections  where  it  has  been  al- 

i!  the  policy  of  the  board  has  resulted  in  the  freezing  of  credit 
ami  the  stoppage  of  business.  However,  the  loosening  of  the 
purse  strings  is  not  to  be  such  as  to  invite  or  encourage  specu- 
lation. 

The  President,  however,  has  not  dropped  his  inquiry  into 
the  railroad  problem.  It  was  suggested,  in  view  of  the  fact  that 
the  management  of  banks  engaged  the  attention  of  the  cabinet, 
the  President  and  his  advisers  may  have  had  it  drawn  to  their 
attention  that  the  rates  of  the  railroads  do  not  constitute  the 
chief  deterrent  factor  in  the  restoration  of  better  business  con- 
ditions. 

The  President  is  conducting  his  inquiry  about  railroads 
along  a  number  of  undisclosed  lines.  There  is  speculation  as  to 
what  those  lines  may  be,  but  no  Information.  One  of  the  most 
obvious  facts,  however,  is  that  the  presidential  ear  was  obtained 
<>:itly  in  this  administration  by  those  who  attached  unusual  im- 
portance to  the  declaration  that  high  freight  rates  were  killing 
business.  It  is  not  considered  improbable  that  some  word  as  to 
the  other  side  of  the  argument  has  been  brought  to  the  White 
House. 

Adhering  to  his  conviction  that  transportation  is  the  key 
to  the  whole  domestic  business  situation,  and  that  restoration 
of  normalcy  in  transportation  would  be  embodied  in  the  res- 
toration of  rates  the  traffic  can  bear,  President  Harding  seems 
to  be  about  ready  to  add  another  conviction — that  relief  cannot 
be  brought  about  by  processes  ordained  by  law;  that  is  to  say, 
the  Interstate  Commerce  Commission  and  the  Railroad  Labor 
Board  are  too  much  bound  by  the  law  to  permit  quick  action 
by  them.  While  he  seems  loath  to  believe  that  they  cannot  act 
soon  enough  to  bring  relief,  he  seems  inclined  to  turn  to  legisla- 
tion, amendment  to  the  interstate  commerce  law,  for  instance, 
as  the  quickest  method  of  relief.  The  President  also  believes 
the  Cummins  investigation  may  disclose  whether  there  is  need 
for  additional  legislation. 

The  cabinet  meeting,  April  22,  was  devoted  largely  to  the 
question  as  to  how  relief  may  be  brought  about.  The  President 
and  his  advisers  had  no  doubt  about  the  soundness  of  the 
remedy  they  suggest.  Lower  rates,  they  are  convinced,  would 
bring  about  a  situation  better  for  the  farmers,  notwithstanding 
chairman  Clark's  assertions  to  the  farmers. 

This  turn  to  legislation  as  a  method  for  obtaining  the  de- 
sired lower  rates,  and  therefore  relief,  suggests  four  possibilities: 

1.  An  amendment  to  the  interstate  commerce  law  giving 
to  the  Commission  the  power  to  change  rates  in  "emergencies" 
without  observing  the  formality  of  a  "full  hearing." 

2.  An  amendment  giving  the  Commission  power  over  both 
rates  and  wages,  as  suggested  by  some  of  the  railroad  execu- 
tives during  the  consideration  of  the  various  proposals  that  re- 
sulted in  the  transportation  act  of  1920. 

3.  Reduction  in  rates,  by  act  of  Congress,  so  as  to  bring 
back  into  operation  the  rates  in  effect  on  August  25,  or  those 
rates  plus  an  increase  of  only  10  per  cent,  or  some  lower  per- 
centage. 

4.  Subsidy  to  the  railroads,  so  that  rates  can  be  reduced 
to  an  even  greater  percentage,  and  the  shouldering  of  the  deficit 
by  the  taxpayers  generally,  a  settlement  akin  to  the  settlement 
of  England's   coal  strike  of  1919,  and  also  akin    to    the  bread 
subsidies  adopted  by  various  European  governments  during  and 
after  the  war,  while  wheat  and  other  bread   grains  were  high. 

So  far  as  what  the  President  himself  said  about  the  cabinet 
meeting  on  April  22,  nothing  took  place  that  could  be  spoken 
of  as  the  evolvement  of  a  plan  for  handling  the  situation.  After 
the  cabinet  meeting  of  April  15  the  hope  was  expressed  that 
there  would  be  a  plan  by  which  the  trouble  would  start  to  be 
cured;  but  nothing  definite  resulted  from  the  thoughts  and 
efforts  of  the  cabinet  in  the  week  intervening. 

In  the  event  that  President  Harding  should  reach  the  con- 
clusion that  more  legislation  was  necessary,  it  would  be  neces- 
sary to  persuade  Senator  Cummins  that  something  should  be 
done  at  the  capitol  in  addition  to  the  transportation  law  of 
1920.  The  senator  is  on  record  as  opposed  to  further  legisla- 
tion on  the  ground  that  no  more  is  needed.  At  the  time  he 
announced  his  view,  however,  there  was  no  suggestion,  or  even 
intimation,  from  the  White  House  that  more  legislation  might 
be  desirable.  President  Harding's  first  thought  was  that  a  re- 
duction in  rates  could  be  accomplished  by  ordinary  methods. 
But  when  the  delegation  of  farmers  and  congressmen  called  on 
some  of  the  commissioners,  April  20,  Commissioners  McChord 
and  Potter  made  it  clear  to  the  callers  that  the  Commission  had 
not  the  power,  possessed  by  several  state  commissions  and 


particularly  the  Texan  coMiiiilBilon,  to  change    rmtM    to    m««t 
emergencies. 

Congress  has  the  POWIT  to  reduce  rates,  without  hearing, 
subject,  however,  to  the  constitutional  provision  forbidding  < 
flacatlon.    A   bill   ordering   mt«>H   down.  It   I*  suspected,   would 
command  much  support.  notwithstanding  the  fact  that  a  reduc- 
tion In  revenue,  even  for  a  few  days,  while  the  Increased  volume 
of  buslncsB  was  collecting  at  the  freight  stations,  would  put  a 
disastrous  dent  In  the  finances  of  all  but  half  a  dosen  ex* 
tlonally  prosperous  railroads 

AH  to  a  unification  of  the  bodies  controlling  rates  and  wage*, 
the  labor  unions  would  openly  fight  that.  The  Interstate  nun 
merce  commissioners  have  always  given  a  cold  shoulder  to  that 
proposition.  The  suggestion  that  the  same  body  that  regulates 
Income  should  regulate  outgo  has  been  made  often,  but  wh«-n 
Congress  provided  a  labor  board  it  ignored  the  thought  that  tin- 
two  things  should  be  controlled  by  the  same  body.  Under  ex- 
isting conditions,  the  Commission  is  forced  to  wait  on  the  Labor 
Board  for  a  cue  before  It  can  go  ahead  to  a  final  conclusion. 
Last  summer  the  Commission  had  to  revise  Its  figures  In  Kx 
Parte  No.  74  so  as  to  make  them  fit,  as  Its  members  thought, 
the  addition  to  expenses  that  would  be  caused  by  the  Labor 
Board's  decision.  As  the  rate  decision  worked  out,  the  revised 
figures  were  not  high  enough  to  produce  the  desired  result,  even 
at  the  highest  rates,  greatest  volume  of  tonnage,  and  most  effi- 
cient handling  of  freight. 

President  Harding,  in  one  form  or  another,  has  apparently 
been  hearing  more  or  less  about  the  big  objections  that  have 
been  urged  against  flat  percentage  increases  on  basic  commodi- 
ties, instead  of  specific  additions,  so  as  to  preserve  the  rela- 
tionship between  markets.  On  account  of  the  straight  percent- 
age increases  on  many  of  the  commodities,  he  has  been  told, 
the  volume  of  business  has  been  checked  and,  therefore,  there 
is  vital  necessity  for  a  reduction. 

The  fact  that  there  is  practically  no  movement  of  coal  up 
the  lakes  to  the  northwest  has  also  been  called  to  the  attention 
of  the  President  and  the  fear  Is  expressed  that  this  summer 
may  see  a  repetition  of  the  move  of  last  summer,  when  coal 
was  forced  into  the  northwest  by  means  of  priority  orders  re- 
gardless of  the  fact  that  the  mine  operators  who  were  forced 
to  send  their  product  to  the  lake  ports  had  no  contractual  rela- 
tions with  the  buyers  of  coal  at  the  upper  lake  ports.  The  pri- 
ority orders  compelled  them  to  send  their  coal  to  markets  that 
had  not  evinced  any  desire  to  buy.  They  sold  it,  of  course,  but 
when  they  shipped  they  did  not"  know  who  was  going  to  buy 
or  what  price  they  were  going  to  receive.  At  present,  there 
are  no  orders  for  coal,  comparatively  speaking,  and  the  volume 
of  fuel  bound  up  the  lakes  Is  small.  The  President  and  his 
advisers  gave  serious  consideration  to  the  question  whether 
a  reduction  in  rates  on  coal  to  the  lower  lake  ports  would 
stimulate  the  buying  of  coal  it  is  morally  certain  will  be  needed 
in  that  part  of  the  country. 


FRUIT  AND  VEGETABLE  CONFERENCES 

The  Traffic  World  Washington  Bureau 

The  Commission,  April  23,  announced  a  series  of  conferences 
in  California  and  Colorado  certainly  and  probably  also  in  other 
states,  the  purpose  of  which  is  to  find  out  whether  the  high 
freight  rates  constitute  the  chief  cause  of  the  distress  among 
the  growers  of  fruits  and  vegetables. 

Henry  J.  Ford,  nominated  by  President  Wilson  to  be  a  com- 
missioner, but  never  confirmed  as  such,  who  has  been  on  the 
pay  roll  since  the  adjournment  of  the  last  regular  session  of 
Congress,  has  been  assigned,  as  special  assistant  to  the  Commi! 
sion,  to  hold  conferences  in  California  and  Colorado.  A  similar 
conference  was  held  with  Texas  vegetable  growers  several  weeks 
ago.  Nothing  came  of  it  because  practically  all  the  commis- 
sioners, from  what  they  have  learned  unofficially,  are  inclined 
to  believe  the  trouble  is  not  primarily  caused  by  the  freight 
rates,  but  the  refusal  of  the  commission  merchant  and  the  re- 
tailer to  give  the  public  any  of  the  benefit  of  the  big  reduction 
In  the  prices  they  pay  to  the  producers. 

The  producers,  as  a  rule,  know  only  what  they  receive 
the  wholesale  buyer  or  commission  merchant  and  the  freight 
rates  they  pay.  They  Infer  from  the  fact  that  the  wholesaler 
pays  them  comparatively  little,  that  the  low  wholesale  price 
is  due  in  large  measure  to  the  high  freight  rate,  when,  as  a 
matter  of  fact,  the  small  demand  which  enables  the  wholesaler 
to  buy  cheapely  may  be  due  to  the  high  prices  retailers  dem 

The  Commission's  announcement  concerning  the  conferences 
to  be  held  by  Mr.  Ford  Is  as  follows: 

"Henry  J.   Ford,   special   assistant  to  the   Interstate  < 
merce  Commission,  will  conduct  conferences  relative  to  rater 
on  fruits  and  vegetables  in  Los  Angeles.  Calif.,  on  May  ! 
San  Francisco,  Calif.,  on  May  6;  and  in  Denver.  Colo.,  on  May 
10.    Each  conference  will  begin  at  10  a.  m.  of  the  day  named. 
The  place  of  meeting  will    be    announced  later  for  each  city. 
These  conferences  are  called  at  the  request  of  the  Caltforn 
and  Colorado  legislatures,  which  passed  resolutions  reques 
the  Interstate  Commerce  Commission  to  Investigate  the  « 
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serious  situation  of  producers  of  fruits  and  vegetables  in  those 
states. 

"The  conferences  are  to  be  held  between  shippers  and  car- 
riers and,  while  they  relate  primarily  to  the  rates  to  and  from 
California  and  Colorado  points,  carriers'  and  shippers'  organi- 
zations from  other  fruit  and  vegetable  producing  districts  will 
be  granted  an  opportunity  of  making  statements  at  these  con- 
ferences relative  to  the  general  situation,  if  they  so  desire." 

The  conference  in  Los  Angeles,  set  for  May  3,  will  be 
held  in  the  Federal  Building;  the  conference  in  San  Fran- 
cisco, on  May  6,  will  be  held  in  the  Merchants  Exchange  Build- 
ing, room  237;  and  the  conference  in  Denver,  Colo.,  on  May  10, 
will  be  held  in  the  U.  S.  court  room,  Post  Office  Building. 

A  statement,  issued  April  26,  by  "Producers  and  Shippers  of 
Perishable  and  High  Tonnage  Commodities  on  the  Pacific  Coast," 
In  Washington,  declared  that  "California's  entire  cantaloupe  crop 
is  endangered  by  the  excessive  freight  rates  to  the  east,  accord- 
ing to  telegrams  received  by  Senator  Shortridge  of  California 
from  growers  and  bankers  of  southern  California." 

'"The  crop,  estimated  to  be  between  10,000  and  11,000  car- 
loads, is  valued  at  about  $11,000,000,  of  which  a  greater  portion 
will  be  lost  to  the  growers  if  freight  rates  are  not  reduced,'  Sena- 
tor Shortridge  declared.  'Something  must  be  done  to  relieve  this 
situation  and  it  must  be  done  immediately.' 

"The  growers  and  the  representatives  of  the  railroads  will 
hold  conferences  on  the  coast  next  week  in  an  endeavor  to  reach 
an  agreement  on  the  reduction  of  rates.  The  Interstate  Com- 
merce Commission  has  declared  that  it  would  be  pleased  to  ap- 
prove any  fair  agreement  reached  between  the  roads  and  the 
producers. 

"The  situation  surrounding  the  shippers  of  cantaloupes  is 
practically  the  same  as  that  which  the  orange  and  lemon  growers 
are  confronted  with.  The  increased  cost  of  shipping  fruit  from 
California  has  been  about  one  hundred  per  cent  as  compared  with 
recent  years. 

'  'The  establishment  of  emergency  rates  under  which  the 
present  crop  could  move  is  necessary,'  Shortridge  declared.  'The 
first  increase  of  twenty-five  per  cent  on  the  cost  of  shipping,  to 
which  was  added  a  further  thirty-three  and  one-third  per  cent 
increase,  has  presented  a  problem  which  is  contrary  to  every 
economic  principle.  The  rates  are  prohibitive,  injuring  both  the 
railroads  and  the  shippers. 

*  'The  roads  have  adjusted  rates  to  permit  shipments  of 
other  commodities,  as  has  been  admitted  by  G.  W.  Luce,  repre- 
senting the  Trans-Continental  Freight  Bureau.  There  is  no  rea- 
son why  such  adjustments  cannot  be  made  in  reference  to  the 
movement  of  perishable  fruits.' 

"Telegrams  were  received  by  the  Senator  from  the  Elcentro 
Chamber  of  Commerce,  the  First  National  Bank  of  Imperial, 
Cal.;  the  First  National  Bank  of  Calipatria,  Cal.,  and  the 
Imperial  County  Farm  Bureau,  asking  that  immediate  relief  be 
afforded." 


FARMERS  ASK  LOWER  RATES 

The  Traffic  World  Washington  Bureau 

That  part  of  the  memorial  presented  to  President  Harding 
April  21  by  the  National  Farmers'  Union  and  other  agricultural 
organizations  (see  Traffic  World,  April  23),  referring  to  freight 
rates  follows: 

"In  your  magnificent  address  to  Congress  you  said  that  rail- 
way rates  were  too  high  and  they  must  come  down.  In  this  state- 
ment you  correctly  interpret  the  sentiment,  at  least  of  agricul- 
ture. The  freight  rates  constitute  a  crushing  burden  on  the 
farmer.  We  maintain  that  the  rise  in  freight  rates  to  heights 
hitherto  undreamed  at  a  time  when  their  products  were  being 
marketed  at  figures  far  below  the  ten-year  average  price  is 
crushing  the  life  out  of  the  industry  and  if  continued  will  retard 
the  development  of  that  co-operative  spirit  among  the  great  in- 
dustries of  the  nation  which  must  be  fostered  in  order  to  bring 
about  in  an  orderly  manner  the  reconstruction  of  our  disordered 
national  life. 

"It  is  true  the  railway  executives  complain  that  they  are 
making  no  money  and  some  of  them  fear  that  a  reduction  would 
mean  ruin  for  the  mammoth  enterprises  they  are  directing. 
There  is  no  element  in  American  industrial  life  would  more  re- 
gret the  ruin  of  the  great  carrying  industry  than  would  the 
farmers.  Therefore  it  is  in  no  spirit  of  petty  criticism  that  we 
approach  this  immense  subject.  Transportation  is  second  only  in 
importance  to  production.  The  one  is  dependent  upon  the  other. 
The  one  gives  life  to  the  other. 

"So  it  is  in  a  spirit  of  friendliness  to  the  railways  that  we 
make  our  appeal  to  you.     The  railways  cannot  continue  to  be 
wholesome  without  the  assistance  of  agriculture.     When  farms 
are  abandoned  or  production  restricted  railway  securities  must 
suffer  impairment  in  value.     We  are  here  to  offer  to  yourself 
and   the    railways    the   hearty,   intelligent   and    enlightened    co- 
ition of  the  tillers  of  the  soil.    Agrarian  America  cannot  sur- 
'e  unless  it  is  in  constant  contact  with  urban  America,  and  this 
t  is  secured  by  the  railways  and  other  carrying  agencies. 
But,  Mr.  President,  to  settle  this  problem  and  to  settle  it 
:nt,  agriculture  needs  the  co-operation  of  all  basic  industry     It 


is  ready  to  take  its  place  by  the  side  of  steel,  oil,  finance,  coal 
lumber,  labor,  the  railway  executives  and  other  great  agencies 
But  we  want  you  to  lead  all.  We  cannot  promise  that  we  will 
endorse  all  the  practices  of  the  magnates  which  control  the  basic 
industries,  but  we  can  at  least  discuss  measures  calculated  to 
bring  about  the  economic  pacification  of  the  United  States. 

"It  was  one  time  stated  by  a  great  divine  that  the  nineteenth 
century  would  develop  a  great  neighborhood,  while  the  twentieth 
century  would  bring  into  being  a  mighty  brotherhood.  In  the 
war  America  was  a  great  brotherhood;  why,  in  peace,  should  this 
brotherhood  be  unscrambled  into  fragments,  each  contending 
with  the  other  for  mastery  and  threatening  ruin  to  the  whole 
economic  fabric? 

"We  ask  you,  Mr.  President,  to  bring  these  fragments  to- 
gether. Call  a  conference  of  the  heads  of  finance,  the  heads  of 
the  coal  industry,  the  oil  industry,  the  railway  industry  and  the 
heads  of  labor,  especially  the  railway  labor  boards.  Let  these 
gentlemen,  in  harmony  with  agriculture  and  under  your  leader- 
ship, work  out  a  solution  of  this  problem.  Bring  the  poles  of 
human  thought  together  and  focus  the  eyes  of  all  upon  the  one 
great  goal  of  enlightened  reconstruction. 

"Agriculture  is  the  friend  of  all  honest  business  honestly  and 
righteously  conducted.  It  is  the  determined  and  inveterate 
enemy  of  all  other  kinds.  We  are  ready  to  lay  all  the  facts  con- 
cerning ourselves  before  you.  We  are  prepared  to  give  the  coun- 
try the  benefit  of  all  the  truth  concerning  our  industry. 

"We  are  not  unmindful  that  the  duties  resting  upon  you  as 
chief  executive  are  not  only  multitudinous,  but  burdensome.  We 
have  no  desire  to  add  in  the  slightest  degree  to  your  weight  of 
responsibility,  but  rather  offer  the  suggestion  confident  that  the 
results  obtained  by  following  it  will  not  only  help  us,  but  will 
aid  you  materially  in  guiding  the  ship  of  state  through  these  turb- 
ulent economic  conditions. 

"Our  problem,  in  common  with  the  world's  problem  is  economic 
rather  than  political  and  the  solution  depends  more  upon  an  ap- 
peal to  the  fairmindedness  of  industrial  America  than  to  legis- 
lative enactment;  it  is  therefore  my  great  happiness  to  pledge 
to  you  upon  behalf  of  the  farm  organizations  represented  here 
this  day  that  agriculture  courts  the  fullest  investigation  and  will 
gladly  meet  the  other  great  industries  of  the  country  more  than 
half  way  in  an  effort  to  bring  about  a  proper  readjustment." 

"Satisfied  that  the  President  would  take  such  steps  as  would 
result  in  a  reduction  of  freight  rates,  more  than  three  hundred 
farmers  who  have  been  in  Washington  during  the  past  week  at- 
tending the  convention  of  the  National  Farmers'  Union  left  the 
city  for  their  homes  yesterday,"  said  a  statement  issued  by  that 
organization  April  23. 

"C.  S.  Barrett,  president  of  the  organization,  said  everything 
indicated  that  the  government  would  do  all  possible  to  meet  the 
demands  of  agriculture  for  freight  rate  reductions.  He  said 
that  in  Congress  there  was  a  particularly  friendly  feeling.  He 
declared  that  he  had  talked  with  scores  of  men  in  both  branches 
of  the  national  legislature  and  he  found  a  very  general  desire  to 
do  something  substantial  to  relieve  the  present  situation." 

The  statement  quoted  Mr.  Barrett  as  follows: 

"I  have  reason  to  feel  that  Congress  will  act  promptly  on 
a  number  of  bills  now  before  it  and  I  feel  that  the  President, 
the  Interstate  Commerce  Commission  and  other  agencies  will 
take  up  the  question  of  a  reduction  in  freight  rates  and  bring 
about  something  substantial  in  that  direction.  We  have  asked 
the  government  to  act  quickly  and  give  us  such  temporary  relief 
as  will  justify  the  country  in  entertaining  the  hope  that  a  perma- 
nent adjustment  will  speedily  follow." 

Mr.  Barrett  said  he  hoped  the  President  would  see  his  way 
clear  to  call  a  conference  of  spokesmen  for  all  the  great  interests, 
including  labor.  If  this  conference  is  called,  the  Farmers'  Union 
leader  said  he  was  sure  at  least  a  basis  for'  the  settlement  of 
questions  now  irritating  the  country  would  be  found. 

In  a  report  adopted  by  the  National  Farmers'  Union  at  its 
closing  session,  April  22,  "the  unreasonable  rise  in  railroad  rates" 
was  included  as  one  of  the  principal  "direct  causes"  of  losses 
suffered  by  the  farmers.  The  part  of  the  report  which  discussed 
freight  rates  follows: 

"The  rise  in  freight  rates  as  farm  prices  fall  is  a  flagrant  ex- 
tortion. It  is  caused  by  a  cost  plus  guarantee  law  that  puts  a  prem- 
ium upon  waste,  extravagance  and  mismanagement.  Under  this 
law  a  valuation  of  18  billion,  800  million  dollars  is  put  upon  the 
railroads.  At  the  same  time  all  their  stock  and  all  their  bonds 
representing  all  their  value  could  be  bought  on  the  market  for 
less  than  14  billion  dollars.  Heretofore  we  have  regarded  this 
value  too  high,  but  this  law  has  added  to  it  over  5  billion  dollars 
of  water.  It  is  said  the  advance  in  wages  of  labor  caused  the 
advance  in  rates.  Last  year  maintenance  expense  increased  1,406 
million  dollars,  but  the  amount  paid  for  increased  wages  was 
only  480  millions.  This  leaves  926  millions  to  explain.  It  is 
next  said  the  causes  were  the  high  prices  of  steel  and  coal,  but 
the  same  men  who  controlled  the  railroads  controlled  the  prices 
of  steel  and  coal.  When  the  government  was  operating  the  Penn- 
sylvania and  the  N.  Y.  Central  their  locomotives  were  repaired 
in  their  own  shops  at  a  cost  of  ?4,466  each.  After  the  roads 
were  turned  back  the  men  in  these  shops  were  discharged  and 
)  locomotives  were  sent  to  the  Baldwin  Company  at  a  cost  of 
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$19,057  each  for  the  same  work.  The  Baldwin  Company  IB  con- 
trolled by  the  same  men  who  control  the  roads.  Therefore  they 
got  more  profits  by  increasing  the  expenses  over  300  per  cent, 
most  of  which  the  farmer  must  pay. 

"A  unified  government  regulation  under  the  management  of 
honest  and  competent  men  would  reduce  costs  of  transportation 
in  vast  amounts.  The  railroads  now  have  about  10  billions  of 
capital  at  an  average  rate  of  4'/4  per  cent.  Upon  all  of  this 
they  have  a  guarantee  of  6  per  cent.  This  means  a  bonus  of  150 
millions.  Add  to  this  the  guarantee  on  capital  above  market 
value  and  there  would  be  a  saving  of  450  millions  on  capital 
charge  alone.  Seven  hundred  millions  could  be  saved  on  coal, 
steel,  and  other  expenses  when  the  power  of  the  trusts  is  broken. 
The  waste  of  competition  could  be  reduced  by  over  400  millions. 
The  capitalization  of  unearned  increment  at  the  rate  of  over  300 
million  dollars  per  year  would  be  saved.  These  Items  make  a 
grand  total  of  nearly  2  billion  dollars,  most  of  which  could  be 
used  in  the  reduction  of  rates  with  proper  readjustment  of  wages. 
The  farmers  pay  56  per  cent  of  the  freight  rates  and  have  a  just 
demand  for  this  reduction. 

"To  these  must  be  added  a  general  remedy  of  taxation.  The 
millions  made  out  of  the  war  must  be  taxed  to  pay  for  the  war. 
Up  to  date  they  have  paid  nothing.  '  They  have  added  it  in  and 
passed  it  on  to  the  public.  These  war  profits  must  be  surveyed 
and  a  tax  levied  which  they  will  pay  and  not  pass  on,  in  an 
amount  sufficient  to  pay  for  the  war,  including  any  adjusted 
compensation  that  may  be  granted  to  the  men  who  were  drafted 
at  30  dollars  per  month. 

"We  request  that  a  copy  of  this  report  be  presented  to  the 
President  and  each  member  of  his  cabinet  and  to  each  member 
in  both  houses  of  Congress." 

The  report  was  signed  by  the  following:  E.  L.  Harrison, 
chairman.  Kentucky;  S.  W.  Brookhart,  secretary,  Iowa;  Q.  D. 
Baker,  Iowa;  O.  A.  Thomas,  Virginia;  J.  H.  Mills,  Georgia;  J. 
M.  Templeton,  North  Carolina. 

Mr.  Brookhart  was  a  candidate  for  the  nomination  of  United 
States  senator  from  Iowa  in  the  primaries  last  year  and  fought 
the  candidacy  of  Senator  Cummins  bitterly.     He  had  the  support 
of  the  Plumb  Plan  League  and  the  railroad  brotherhoods. 
Farmers  Oppose  Section   15a 

The  executive  committee  of  the  American  Farm  Bureau 
Federation,  together  with  representatives  of  the  state  federa- 
tions, adjourned  April  23,  after  spending  two  weeks  in  working 
out  a  program  dealing  with  transportation,  tariff,  taxation  and 
finance,  although  many  other  subjects  of  vital  interest  to  agri- 
culture were  considered. 

The  committee  called  before  it  some  of  the  best  minds  in 
the  country  on  the  subjects  under  consideration  and  obtained 
statements  to  be  of  assistance  in  formulating  a  legislative  policy. 
Secretary  Hoover,  Secretary  Wallace,  Governor  W.  P.  G.  Hard- 
ing of  the  Federal  Reserve  Board,  S.  F.  Lever  of  the  Farm  Loan 
Bank,  Professor  T.  S.  Adams  of  the  Treasury  Department,  W.  S 
Culbertson  of  the  Tariff  Commission,  Senator  Reed  Smoot  of 
Utah,  Carl  S.  Vrooman,  former  Assistant  Secretary  of  Agricul- 
ture, R.  F.  Bower,  of  the  Washington  Office,  Congressman  Hat- 
ton  W.  Sumnei-s  of  Texas,  Kenyon  L.  Butterfield,  President  of 
the  Massachusetts  Agricultural  College,  Chester  Merrill,  As- 
sistant to  Chief,  Bureau  of  Markets,  Professor  James  Rice,  Cor- 
nell University,  Major-General  Lansing  H.  Beach,  War  Depart- 
ment, Thomas  MacDonald,  Chief  of  the  Bureau  of  Public  Roads, 
and  Edgar  E.  Clark,  Chairman  of  the  Interstate  Commerce  Com- 
mission, were  among  those  who  addressed  the  conference. 

In  a  statement  the  Federation  said  the  following  with  re- 
gard to  freight  rates: 

"The  American  Farm  Bureau  Federation  believes  that  rail- 
roads must  render  adequate  service,  but  they  should  receive  a 
reasonable  rate  of  return  based  upon  fair  and  just  valuations. 
We  realize  that  the  farmers'  interest  depends  upon  absolute  fair- 
ness to  the  carriers  and  we  desire  to  call  attention  to  the 
present  situation. 

"The  Transportation  Act  of  1920  contained  a  provision  whicl 
attempts   to   compel   the   Interstate   Commerce   Commission   to 
make  rates  sufficient  to  produce  a  minimum  net  return  of  5Ms 
or  6  per  cent  above  all  expenses  and  taxes  on  the  present  value 
of  American  railroads. 

"The  American  Farm  Bureau  Federation  believes  this  prc 
vision  is  paternalistic  class  legislation  as  it  attempts  to  make 
a  government  guaranty  on  the  cost  plus  basis.     This  provision 
has  caused  the  Commission  to  establish  excessive  increases  in 
rates  which  have  served  to  paralyze  American  industry. 

"They  have  come  at  a  time  when  other  lines  of  business 
are  reducing  their  charges.  The  Federation  therefore  petitions 
Congress  to  repeal  immediately  the  guaranty  provision  in  Sec- 
tion 15  A  of  the  transportation  act  and  to  instruct 
mission  to  make  a  readjustment  of  railroad  rates  back  to  pre- 
war basis  in  harmony  with  other  business. 

"Ocean  rates  from  competing  countries  are  so  much  lower 
to    our    consuming    centers    than    are    the    exorbitant    and    i 
creasing  freight  rates  from  our  own  farms  to  our  own  consum- 
ers, that  we  urge  a  consideration  of  this  Important  condit 
now  menacing  the  fanners  of  the  south,  west  and  middle  west. 

"Agriculture  neither  asks  nor  demands  any  special  favors 


In  the  revision  of  the  in  riff,  and  will  tolerate  no  unfair  discrimi- 
nation against  it,  for  tin-  benefit  of  other  branches  of  Industry." 

The  American   Farm   Bureau   Federation   has   tak> 
tlon  to  a  bill  proposed  by  Senator  Charles  E.  Townwnd.  rtnir 
man  of  the  Senate  committee  on  Post  Offices  and  Post  Road*, 
for  the  creation  of  trunk  line  highways  and  the  building  of  roads 
with  the  view  of  connecting  cities. 

*  Establishment  of  Interstate  highways,  the  Federation  state*, 
will  help  the  farmer  to  a  certain  extent  but  It  stands  for  federal 
assistance  In  the  building  of  "feeder  lines"  to  the  Interstate 
highways.  The  Townsend  bill  has  the  support  of  the  American 
Automobile  Association,  the  United  States  Automobile  Chamber 
of  Commerce  and  the  Federal  Highway  Council. 


NEW  LEGISLATION  PROPOSED 

Tht  Traffic   World  Wtihingtan  Hurra* 

Representative  Ward,  of  North  Carolina,  has  Introduced  a 
bill  (H.  R.  5216)  providing  a  penalty  of  $100  to  be  Imposed  on 
railroad  companies  in  the  event  they  fall  to  settle  within  60  days 
after  filing  claims  for  loss  and  damage  to  freight.  Mr.  Ward 
said  the  purpose  of  the  bill  was  to  prevent  the  railroads  from 
ignoring  the  settlement  of  small  claims. 

Senator  Spencer  of  Missouri  Introduced  a  bill  (S.  1167) 
'directing  the  Interstate  Commerce  Commission  to  require  the 
railroads  to  issue  1,000  mile  mileage  books  at  a  20  per  cent  re- 
duction under  the  regular  rates. 

Amendment  of  the  interstate  commerce  act  so  as  to  prohibit 
telegraph  companies,  when  sending  messages  between  points 
within  one  state,  from  sending  such  messages  via  a  point  outside 
the  state  in  order  to  make  the  transmission  come  within  Inter- 
state commerce,  is  provided  in  a  bill  (S.  1166)  Introduced  by 
Senator  Harrison  of  Mississippi. 

Representative  Black  introduced  a  bill  (H.  R.  4974)  under 
which  a  railroad  company  could  not  pay  a  salary  in  excess  of 
$15,000  a  year  to  any  officer,  trustee  or  director  thereof  unless 
such  salary  is  approved  by  the  Interstate  Commerce  Commission. 

The  revival,  in  effect,  of  the  so-called  Smith  amendment  was 
proposed  April  28  by  Senator  Robinson  of  Arkansas  in  a  bill 
providing  that  no  increased  rate,  fare,  charge,  or  classification 
shall  become  effective  until  approved  by  the  Commission,  which 
may  approve  increases,  however,  without  formal  hearing.  It 
is  further  provided  that  approval  of  any  increase  by  the  Com- 
mission shall  not  affect  any  subsequent  proceeding  to  reduce 
rates.  Senator  Robinson  said  freight  rates  were  too  high  and 
had  the  effect  of  preventing  business  and  of  discouraging  enter- 
prise because  they  were  out  of  proportion  to  market  conditions 
and  prices  affecting  products,  particularly  those  of  agriculture. 
"Certainly,  hereafter,  increased  freight  charges  should  not  be 
put  into  effect  until  approved  by  the  Commission,"  said  he. 

After  further  consideration  of  the  Frelinghuysen  bill  provid 
ing  for  the  establishment  of  seasonal  rates  on  coal,  the  Senate 
committee  on  interstate  commerce  this  week  practically  reached 
the  conclusion  that  it  would  not  approve  the  bill  in  its  present 
form.  As  the  bill  stands  it  provides  for  specific  increases  and 
reductions  at  different  periods  of  the  year.  The  committee  has 
concluded  that  it  would  be  best  to  leave  to  the  Commission  the 
prescribing  of  the  schedules  rather  than  to  write  them  into  the 
law,  and  the  bill  will  be  redrafted. 

Eugene  McAuliffe,  president  of  the  Union  Colliery  Company 
of  St.  Louis,  was  before  the  committee  April  25  in  support  of  the 
bill.  He  advocated  the  passage  of  such  legislation  last  year  when 
hearings  were  held  on  the  Frelinghuysen  bill.  Mr.  McAuliffe  be- 
lieved that  the  establishment  of  seasonal  rates  would  stabilize 
the  coal  industry  and  would  encourage  summer  buying  of  coal. 

Some  of  the  members  of  the  committee  entertained  the  con- 
viction that  if  the  Frelinghuysen  bill  were  approved  as  drawn, 
the  committee  might  be  pressed  for  similar  legislation  fixing 
rates  on  other  commodities. 

Bills  authorizing  the  Interstate  Commerce  Commission  to  es- 
tablish mileage  books  at  reduced  rates  for  passenger  travel 
have  been  introduced  by  Senator  Lenroot  (S.  1085)  and  Repre- 
sentative Barkley  (H.  R.  5037).  A  number  of  such  bills  have 
been  introduced.  Commercial  travelers  are  urging  the  passage 
of  such  legislation. 

Representative  McLaughlin  of  Nebraska  has  reintroduced 
his  bill  (H.  R.  4984)  providing  that  all  sessions  of  the  Interstate 
Commerce  Commission  and  the  Federal  Reserve  Board  shall  be 
open  to  the  public. 

A  memorial  from  the  legislature  of  Nebraska  urging  develop- 
ment of  a  waterway  from  the  Great  Lakes  to  the  Atlantic  for 
ocean-going  vessels  was  submitted  in  the  House  by  Speaker 
Gillette. 

A  bill  (H.  R.  4801)  Identical  with  that  introduced  by  Senate 
Fletcher,  of  Florida,  providing  for  amendment  of  Section  2 
paragraph  c,  of  the  transportation  act  so  that  reparation  and 
overcharge  claims  arising  during  federal  control  may  be  filed 
prior  to  March  1.  1922.  has  been  introduced  in  the  House  by 
Representative  Sandlln. 

Repeal    of   Section    15a 

Senator  Trammell  of  Florida  has  Introduced  a  bill  (S.  1249) 
to  repeal  section  15a  of  the  interstate  commerce  act. 
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second  bill  to  repeal  the  rate-making  section  of  the  transportation 
act,  a  similar  provision  being  carried  in  a  bill  introduced  by  Sena- 
tor Capper  of  Kansas. 

A  resolution  of  the  Wyoming  Stock  Growers'  Association 
protesting  against  "excessive  and  unreasonable  freight  rates  now 
imposed  by  the  railroads  on  live  stock  and  agricultural  products 
in  the  state  of  Wyoming,"  and  favoring  an  immediate  reduction 
in  transportation  charges  to  a  pre-war  basis,  was  submitted  by 
Senator  Warren  of  Wyoming  and  referred  to  the  interstate  com- 
merce committee. 

Representative  Flood  introduced  a  bill  (H.  R.  5362)  author- 
izing and  directing  the  Commission  to  require  the  railroads  to 
issue  1,000-mile  mileage  books  at  a  reduction  of  33  1-3  per  cent 
under  the  regular  rates. 

CAPPER  AFTER  HIGH  RATES 

The  Traffic  World  Washington  Bureau 

Senator  Capper  of  Kansas,  April  25,  introduced  a  bill  (S. 
1150)  to  repeal  the  provisions  of  the  transportation  act,  which 
direct  the  Commission  to  make  rates  that  will  yield  as  nearly  as 
may  be  5</2  or  6  per  cent  on  the  aggregate  value  of  the  carriers' 
property  devoted  to  transportation.  It  also  would  reserve  to 
the  states  the  power  to  regulate  purely  intrastate  commerce.  The 
bill  is  designed  further  to  nullify  the  orders  of  the  Commission 
heretofore  made  in  the  intrastate  rate  cases. 

"My  bill  has  the  approval  of  practically  all  the  farm  organi- 
zations and  the  large  number  of  state  railway  and  utility  com- 
missions," said  Senator  Capper.  "At  a  recent  meeting  in  Chi- 
cago, attended  by  grain  and  live  stock  shippers  from  all  the 
middle  west  states,  a  committee  was  appointed  to  ask  Congress 
for  this  legislation.  The  most  pressing  question  in  the  United 
States  at  this  moment,  and  the  greatest  obstacle  in  the  way  of 
a  return  to  normal  conditions  and  the  restoration  of  business 
is  the  high  transportation  rates. 

"Railroad  rates  are  now  prohibitive  on  many  products  of 
the  farm.  Not  only  do  we  have  the  situation  in  regard  to  agri- 
culture, but  we  have  a  nation-wide  stagnation  of  general  busi- 
ness, for  commerce  between  the  states  is  hit  almost  as  hard  by 
high  rates  of  transit  as  is  agriculture.  We  have  placed  an  em- 
bargo on  ourselves  and  must  find  a  speedy  means  of  remov- 
ing it,  if  we  are  going  to  get  business  off  its  dead  center  and 
save  the  railroads  from  receiverships  and  bankruptcy. 

"The  semi-mystery  of  the  recent  arrival  at  our  seaports  of 
shiploads  of  foreign  products,  products  of  which  this  country 
has  an  exportable  surplus  of  its  own,  becomes  clearer  when  we 
learn  that  a  bushel  of  grain  can  be  shipped  to  New  York  from 
South  America  for  12  cents,  but  it  costs  38  cents  to  ship  a  bushel 
of  wheat  to  that  city  from  Minneapolis  by  rail.  There  can  be 
no  defense  for  the  highest  rail  rates  in  the  history  at  a  time 
when  every  rail-carried  commodity  is  seeking  a  pre-war  price 
level. 

"The  situation  is  so  acute  that  immediate  relief  is  impera- 
tive. A  substantial  reduction  in  rates  is  the  only  solution.  My 
bill  will  at  least  help.  Since  the  transportation  act  was  passed, 
the  Interstate  Commerce  Commission  has  made  state-wide  orders 
advancing  passenger  or  freight  rates,  or  both,  in  seventeen  states, 
and  proceedings  are  now  in  progress  before  the  Commission 
looking  towards  the  making  of  like  orders  in  six  other  states. 
"I  am  undertaking  to  repeal  section  15-a,  the  guarantee 
clause  of  the  transportation  act,  because  the  Commission  bases 
its  claim  to  power  to  increase  state  rates  largely  upon  the  com- 
mand which  is  contained  in  this  section,  that  it  so  adjust  rates 
to  yield  the  percentage  specified  therein,  and  it  is  upon  this 
section  that  the  decisions  of  the  lower  federal  courts  sustaining 
the  orders  of  the  Commission  appear  to  be  principally  based. 

"The  Commission  also  claims  that  under  this  section  it  is 
commanded  to  make  rates  that  will  yield  the  guaranteed  per- 
centage upon  the  aggregate  value  in  each  rate  group.  Under  its 
construction  of  the  section,  it  holds  that  the  sufficiency  of  rates  in 
any  state  is  not  to  be  determined  by  the  return  which  the  rates 
yield  on  the  value  of  the  property  in  that  state.  In  Kansas,  for 
example,  the  state  commission  found  that  the  rates  that  are 
now  in  force  yield  more  than  the  guaranteed  return  on  the  value 
of  railroad  property  in  Kansas,  but  under  section  15-a,  as  the 
Commission  construes  it,  they  may  nevertheless  be  increased,  if 
necessary  to  bring  the  aggregate  net  return  to  6  per  cent  upon 
the  value  of  all  railroad  property  in  the  western  group  which 
embraces  all  railroads  between  the  Mississippi  River  and  the 
Rocky  Mountains  and  between  Canada  and  Mexico. 

"The  passage  of  this  bill  will  immediately  bring  to  an  end 
the  mass  of  litigation  which  has  followed  in  the  wake  of  the 
Utempt  of  the  Interstate  Commerce  Commission  to  exercise  juris- 
diction over  intrastate  rates.    In  every  state  where  an  order  of 
the  Commission  has  been  made,  litigation  has  followed.    In  most, 
f  not  all  cases,  the  railroads  have  begun  suits  against  state 
officials  to  secure  injunctions  to  prevent  them  from  in  any  way 
enforcing  the  lower  state  rates.     On  the  other  hand,  the  states 
begun  suits  to  test  the  validity  of  the  orders  of  the  Com- 
lon.    Three  of  these  have  already  reached  the  United  States 
ipreme  Court,  those  from  Wisconsin,  New  York  and  Minne- 
)ften  several  suits  have  been  begun  by  state  officials  on 
one  hand  and  by  the  railroads  on  the  other.     The  state  of 


Illinois  is  probably  most  plagued.  There  the  Interstate  Com- 
merce Commission  has  made  orders  completely  ousting  the  state 
of  control  over  all  freight  rates,  standard  passenger  rates  and 
Pullman  fares.  The  state  has  begun  two  suits  and  the  railroads 
have  begun  thirty-nine." 

The  first  section  of  Senator  Capper's  bill  to  repeal  section 
15-A  and  paragraphs  3  and  4  of  section  13  of  the  interstate  com- 
merce act  repeats  paragraph  1  of  section  3  of  the  act  and  adds 
the  following  proviso: 

"Provided,  That  the  provisions  of  this  paragraph  shall  not 
be  construed  to  prohibit  any  state,  through  its  proper  regulatory 
bodies,  from  exercising  full  and  complete  jurisdiction  for  the 
regulation  of  intrastate  traffic,  which  jurisdiction  is  hereby  ex- 
pressly reserved  to  the  states." 

Section  2  of  the  bill  adds  the  same  proviso  to  the  first  para- 
graph of  section  15.  Section  3  repeals  paragraphs  3  and  4  of 
section  13.  These  are  the  paragraphs  empowering  the  Com- 
mission to  remove  discrimination  against  interstate  commerce 
and  to  prescribe  the  intrastate  rates  thereafter  to  be  charged. 

Setcion  4  of  the  bill  repeals  section  15-A  in  its  entirety. 

Section  5  follows:  "It  is  hereby  declared  to  be  the  policy 
of  Congress  to  permit  the  properly  constituted  state  regulatory 
bodies  to  exercise  full  and  complete  jurisdiction  over  intrastate 
commerce,  and  that  no  provisions  of  the  act  to  regulate  com- 
merce, or  of  the  transportation  act,  1920,  shall  be  construed  to 
confer  upon  the  Interstate  Commerce  Commission  any  power  or 
authority  to  in  any  manner  regulate  intrastate  commerce,  or  the 
facilities  used  in  connection  with  the  transaction  of  such  intra- 
state commerce." 

Section  6  follows:  "That  no  order  of  the  Interstate  Com- 
merce Commission  heretofore  or  hereafter  made,  requiring  or 
purporting  to  require,  any  carrier  to  establish,  put  in  force,  or 
maintain  any  rate,  fare,  charge,  or  classification  applicable  to 
the  transportation  of  passengers  or  property  between  points 
wholly  within  one  state,  shall  be  of  any  force  or  effect  whatso- 
ever so  far  as  respects  such  transportation." 


SMITH  BLAMES  FREIGHT  RATES 

The  Traffic  World  Washington  Bureau 

Senator  Smith,  of  South  Carolina,  member  of  the  Senate 
interstate  commerce  committee,  said  in  a  speech  in  the  Senate, 
April  21,  that  he  had  received  many  communications  "as  to  the 
present  disastrous  freight  rates." 

"I  have  a  letter  here  from  Sumter,  S.  C.,  under  date  of  April 
19,"  said  he,  "in  which  a  large  lumber  dealer  states  that  he 
shipped  a  carload  of  pulpwood  from  Lynchburg,  S.  C.,  my  old 
home,  to  Sumter,  S.  C.,  a  distance  of  19  miles,  five  cords  to  the 
car,  and  the  freight  charge  for  the  distance  of  19  miles  was  $140. 

"I  also  have  a  letter  from  another  individual  shipping  pulp- 
wood  into  Sumter  from  another  angle,  a  distance  of  13  miles, 
and  the  charge  on  the  carload  of  pulpwood  was  $90.  The  charge 
was  $140  for  19  miles  and  $90  for  the  13  miles. 

"In  addition  to  that,  I  have  a  letter  from  the  M.  H.  Lazarus 
Company  of  King  and  Hassell  street,  Charleston,  S.  C.,  in  the 
southeastern  tariff  division,  in  reference  to  the  shipment  of  truck 
from  the  great  trucking  industry  along  the  coast  to  the  eastern 
cities,  and  he  writes  me  the  following: 

.  For  the  past  year,  and  particularly  for  the  first  /our  months  of 
this  year,  the  losses  and  hardships  which  have  been  incurred  by  the 
tarmers  of  this  section  in  marketing  their  products  in  the  eastern 
markets  have  become  so  acute  that  the  agricultural  commiit.ee  of  the 
Charleston  Chamber  of  Commerce  feels  constrained  to  approach  our 
representatives  in  Congress  with  a  view  of  securing  their  co-opera- 
tion in  bringing  about  a  reduction  in  the  freight  rates  on  vegetables 
from  the  Charleston  district  to  eastern  cities 

A  comparison  of  the  rates  in  effect  in  1914  with  the  rates  at  pres- 
ent in  effect  from  the  Charleston  district  shows  the  following. 

"I  shall  not  quote  it  all,  but  just  a  few  of  the  figures  to 
indicate  what  disastrous  effects  these  rates  are  having,  not  only 
upon  the  producers  but  upon  consumers  of  these  articles. 

"This  shows  the  rates  from  Charleston  to  New  York  and 
Philadelphia,  as  follows:  Cabbage  in  standard  barrels  or  barrel 
crates — in  1914  the  rate  per  carload  lot  was  46  cents;  in  1921 
it  was  76%  cents.  In  less-than-carload  lots  the  rate  in  1914  was 
48  cents,  and  in  1921  it  was  80  cents. 

"On  potatoes  in  standard  barrels  or  in  sacks  the  carload  lot 
rate  in  1914  was  29%  cents;  in  1921  it  was  49y2  cents.  In  less- 
than-carload  lots  in  1914  it  was  31  cents,  and  in  1921,  52%  cents. 

"For  vegetables  not  otherwise  specified,  per  bushel  box, 
basket,  or  crate,  the  carload  lot  rate  in  1914  was  30  cents,  and 
in  1921  it  was  50  cents.  In  less-than-carload  lots,  in  1914  it  was 
32  cents,  and  in  1921  it  was  53%  cents. 

"Vegetables  per  standard  barrel,  or  barrel  crate,  the  carload 
lot  rate  in  1914  was  57  cents,  and  in  1921,  95%  cents.  The  less- 
than-carload  lot  rate  in  1914  was  61  cents,  and  in  1921  it  was 
$1.02. 

"Mr.  President,  there  was  a  meeting  this  morning  of  farm- 
ers, representing  every  district  in  the  United  States,  calling 
the  attention  of  the  Chief  Executive  to  the  freight  conditions 
which  exist  in  this  country,  and  he  very  wisely  told  them  that 
the  whole  economic  system  at  the  present  time  was  out  of  joint, 
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and  he  promised  to  do  all  that  was  in  his  power  to  see  that 
something  might  be  done  to  relieve  the  situation. 

"The  reason  I  am  calling  attention  to  this  Just  at  this  time 
is  because  I  consider  the  first  thing  essential  to  bring  about  a 
restoration  of  anything  like  prosperity  is  for  us  to  address  our- 
selves to  this  question  of  transportation.  It  is  needless  for  me 
to  state  that  with  the  prices  of  farm  products  far  below  the 
cost  of  production,  with  wages  being  reduced  throughout  the 
country,  except  in  certain  places,  with  everything  seeking  a 
lower  level,  these  rates  have  been  maintained  as  high  as,  or 
higher  than,  they  were  during  the  period  of  the  war.  They  say 
that  the  railroads  are  going  rapidly  Into  the  hands  of  receivers 
and  into  bankruptcy,  and  one  of  the  prime  causes  is  that  the 
rates  are  so  high  as  to  be  prohibitory  and  people  cannot  do 
business.  It  is  analogous  to  the  situation  brought  about  by 
the  tax  on  oleomargarine,  which  is  so  high  that  the  article  can- 
not find  a  market,  and,  of  course,  the  producers  suffer. 

"I  understand  there  is  to  be  a  thorough  Investigation  of 
the  railroad  conditions  by  the  interstate  commerce  committee, 
and  I  wanted  senators  to  be  informed  specifically  of  information 
such  as  I  have  given  them  this  afternoon,  showing  that  $90 
was  charged  for  hauling  a  carload  of  pulpwood  13  miles,  and 
for  19  miles  $140,  and  a  100  per  cent  raise  in  the  rate  of  vege- 
tables from  the  semi-tropical  and  temperate  zone  or  section  of 
our  country  to  the  near-by  eastern  cities. 

"So  that  one  of  the  prime  reasons  for  the  high  cost  of  living 
is  the  difference  between  the  low  cost  of  production  and  the 
high  cost  of  transportation  which  is  pouring  into  the  railroads. 
It  is  true  they  are  carrying  less,  and  perhaps  the  return  is  less. 
But,  as  far  as  the  shipper  is  concerned,  it  means  bankruptcy 
for  him  or  prohibition  of  his  entire  business." 


CLARK  ON  RATE  REDUCTIONS 

The  Traffic  World  Washington  Bureau 

The  position  taken  by  Chairman  Clark  of  the  Commission 
with  respect  to  reductions  in  rates  was  reiterated  by  him  in  a 
letter  to  Senator  Willis,  of  Ohio,  who  had  written  the  chair- 
man about  the  high  freight  rates. 

"The  Commission  is  as  anxious  as  the  shipper  and  the 
carrier  to  find  a  solution  of  the  transportation  problem,"  said 
Chairman  Clark. 

"We  are  well  aware,  and  I  think  fully  advised,  of  the  un- 
fortunate conditions  that  exist  at  the  present  time.  We  can- 
not, however,  look  at  the  situation  from  one  side  alone.  It  is 
not  a  question  today  whether  or  not  the  rates  shall  produce 
5%  or  6  per  cent  upon  the  value  of  the  carriers'  properties. 
The  unfavorable  conditions  in  commerce  and  industry  generally 
and  the  unfortunate  plight  of  individuals  and  individual  indus- 
tries can  not  be  worse  than  the  present  plight  of  the  railroads. 
More  than  one-half  of  the  carriers  are  earning  less  than  their 
operating  expenses  and  taxes.  A  very  few  individual  roads 
are  earning  their  interest  charges.  Some  of  them  are  not  even 
earning  their  operating  expenses.  It  is  obvious  that  the  present 
condition  can  not  long  continue  without  general  and  widespread 
bankruptcy  of  the  railroads. 

"We  have  participated  in  some  instances  in  arranging  and 
encouraging  readjustments  of  rates  where  it  has  been  made 
clear  that  such  readjustments  would  move  a  substantial  volume 
of  traffic  at  rates  that  would  yield  some  profit,  which  traffic 
would  not  otherwise  move  at  all;  "but,  in  view  of  the  facts 
above  stated,  it  is  difficult  to  see  how  the  Commission  could 
urge  any  reductions  in  rates  that  would  result  in  reductions  in 
the  revenues  of  the  carriers  which,  as  stated,  are  insufficient 
now  to  pay  the  interest  on  their  bonds',  to  say  nothing  of  any 
return  to  the  stockholders. 

"This  whole  subject  is  receiving  the  most  careful  study  and 
consideration.  The  bare  operating  expenses  of  the  railroads 
consume  more  than  90  cents  out  of  every  dollar  earned  and 
more  than  60  cents  out  of  every  dollar  earned  Is  paid  out  in 
compensation  to  employes.  It  is  obvious  that  until  a  wider 
margin  can  be  established  between  the  dollar  earned  and  the 
cost  of  earning  it,  conditions  cannot  substantially  improve. 
This  result  must  be  brought  about  through  appropriate  read- 
justment of  operating  expenses,  the  adoption  of  every  possible 
and  reasonable  economy  and  general  revival  in  business.  We 
are  not  hopeless  nor  pessimistic  as  to  the  future." 


NEED  FOR  CO-OPERATION 

The  Traffic  World  Washington  Bureau 

Discussing  business  conditions  before  the  District  of 
Columbia  Bankers'  Association,  April  27,  Arthur  Reynolds,  presi- 
dent of  the  Continental  National  Bank  of  Chicago,  said  In  part: 

"No  enumeration  of  the  points  that  bear  on  the  revival  of 
business  could  be  complete  without  reference  to  the  railroad 
situation.  The  solution  of  this  problem  is  vital  to  our  future 
progress.  No  single  step  toward  the  stabilization  of  general 
business  conditions  would  have  as  great  effect  as  a  settlement 
of  this  question  to  which  the  nation's  greatest  talent  is  now 
addressing  itself.  It  is  most  unfortunate  that  the  question  is 
controversial — that  in  popular  opinion  it  has  passed,  for  the  mo- 


ment at  least,  from  that  stage  of  discussion  In  which  the  com- 
mon good  Is  the  end  sought;  it  «ocmx  to  have  become  *  question 
of  victory  between  opponlng  forced,  with  transportation  efficiency 
as  an  Incident  In  the  settlement.  The  Innocent  bystander,  th* 
public.  Is  In  his  usual  precarious  position  with  a  fair  chance  that 
he  will  head  the  casualty  list.  And  yrt  hi*  survival  Is  the  ques- 
tion of  greatest  Importance.  Certainly  there  Is  crying  need  of 
a  general  understanding  that  co-operation,  not  conflict.  Is  the 
only  way  to  the  solution  of  the  railroad  problem. 

"I  feel  that  the  treatment  the  railroads  have  had  In  the  past 
warrants  the  most  magnanimous  consideration  on  the  part  of 
the  government  and  the  people." 

CUMMINS  INQUIRY  MAY  10 

The  Tragic  World  Wathington  Bur*mu 

Senator  Cummins,  April  26,  announced  that  the  Inquiry  Into 
the  railroad  situation  authorized  In  his  resolution  would  be 
started  May  10.  It  Is  expected  that  the  hearings  will  last  more 
than  two  weeks  and  probably  more  than  a  month. 


SAND  AND  GRAVEL  REDUCTIONS 

Tht  Tragic  World  Wajhington  Buna* 

A  delegation  from  the  National  Sand  and  Gravel  Association 
called  on  Chairman  Clark  April  26  asking  him  to  arrange  for 
a  conference  between  themselves  and  the  railroad  executives 
with  a  view  to  persuading  the  latter  that  a  reduction  In  rates 
would  revive  road  and  house  building.  Chairman  Clark  gave 
them  no  encouragement.  They  wish  to  suggest  to  the  railroad 
executives  that  they  could  stimulate  business  by  a  cutting  of  the 
Ex  Parte  No.  74  increases. 


PROTEST  HIGH  RATES  ON  HAY 

Tht  Tragic  World  Washington  Bureau 

Under  the  heading  "Hay  Markets  Depressed  by  High 
Freight  Rates,"  the  Market  Reporter,  published  by  the  U.  8. 
Department  of  Agriculture,  says  In  Its  current  issue: 

"There  are  three  important  factors  which  are  contributing 
to  the  present  almost  stagnant  market  situation.  First  in  im- 
portance seems  to  be  the  high  freight  rates;  second,  the  finan- 
cial situation;  and  third,  the  open  winter  which  prevailed 
throughout  the  country. 

"Freight  rates  on  many  shipments  are  equal  to  or  greater 
than  the  price  of  the  hay  delivered  on  board  cars  at  point  of 
shipment.  While  producers  In  western  alfalfa  states  can  ob- 
tain but  $3  to  $5  per  ton  for  their  hay  in  the  stack,  it  must 
sell  at  $25  to  $27  per  ton  in  Texas  or  other  southern  consum- 
ing sections  to  cover  handling  and  transportation  charges.  The 
serious  financial  situation  in  many  consuming  sections  has 
greatly  curtailed  the  purchase  of  hay  by  a  large  number  of 
consumers  and  the  mild  winter  has  maae  it  possible  for  them 
to  carry  their  stock  through  on  local  forage.  .  .  . 

"It  Is  reported  that  if  hay  could  be  sold  cheaper  than  grain. 
which  is  not  now  possible  in  many  sections,  a  greater  demand 
would  develop  for  hay.  Lowered  freight  rates  are  claimed  to 
be  the  only  solution  for  this  part  of  the  difficulty.  If  rates  are 
lowered  there  is  some  question  as  to  whether  the  buyer  or  the 
seller  would  reap  the  benefit.  Supply  and  demand  would  no 
doubt  be  the  determining  factors.  Altogether  it  seems  Improb- 
able that  any  decided  advance  in  prices  will  occur,  while  at 
the  same  time,  for  the  reasons  already  stated,  prices  seem  to 
be  as  low  as  producers  can  accept  without  entailing  heavy 
losses." 


REDUCTION  IN  COST  NECESSARY 

In  his  address  at  the  opening  of  the  convention  of  the  Cham- 
ber of  Commerce  of  the  United  States  at  Atlantic  City,  April 
27,  Joseph  H.  Defrees,  president,  said  with  regard  to  transporta- 
tion: 

"There  is  no  one  thing  affecting  our  prosperity,  indeed 
affecting  our  very  capacity  to  live,  more  than  the  transportation 
problem.  All  commerce,  all  industry,  all  contact  of  peoples  de- 
pend upon  transportation.  May  we  not  say  on  the  other  side 
that  no  one  element  of  our  national  necessity  seems  to  be  in  a 
more  precarious  condition  than  railroad  transportation?  Strange 
as  it  may  seem,  this  is  not  so  for  any  fundamental  reason. 
It  is  not  so  because  we  may  not  have  sufficient  rails,  cars, 
means  of  locomotion  or  traffic;  all  these  things  are  quite  pos- 
sible if  the  proper  balance  between  expense  of  operation  and 
gross  income  can  be  realized.  The  governmental  agencies  to 
accomplish  this  would  sem  to  have  adequate  power  under  the 
law  if  they  may  have  proper  co-operation  from  those  over  whom 
they  have  jurisdiction.  Let  us  hope  their  wisdom  and  their 
courage  will  be  sufficient  for  the  occasion.  We  know,  they 
know,  everyone  knows,  that  the  railroads  must  operate  at  a 
profit  in  order  that  they  may  have  the  credit  to  obtain  the  many 
essentials  for  rehabilitation  of  the  existing  service  and  its  ex- 
pansion to  meet  the  growing  demands  of  the  country.  We  know, 
they  know,  and  everyone  knows  that  rules  with  the  entire  ap- 
proval of  the  business  public  were  raised  in  September.  1920. 
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were  increased  by  percentages  estimated  upon  the  volume  of 
traffic  obtaining  at  the  time  to  add  $1,500,000,000  per  year  to 
their  revenue.  We  know  that  this  increase  in  revenue,  which 
would  have  been  realized  if  the  volume  of  traffic  had  kept  up 
would  have  been  more  than  absorbed  by  the  deficiency  of  nine 
hundred  million  dollars  in  net  operating  income  said  to  have 
existed  for  the  year  in  the  preceding  October  and  the  increase 
of  wages  in  the  preceding  July  estimated  to  amount  to  six 
hundred  million  dollars,  but  found  by  experience  to  amount  to 
over  seven  hundred  million  dollars;  we  know  also  that  since 
this  increase  in  rates  it  is  estimated  that  the  volume  of  traffic 
of  the  railroads  has  fallen  off  40  per  cent.  A  fearful  decline! 
We  all  know,  too,  that  it  may  be  forcefully  argued  that  much 
of  the  reason  for  the  reduction  in  the  trade  and  commerce  of 
the  country  since  that  period  is  the  application  of  those  ad- 
vanced rates.  If  that  be  so,  further  advances  would  seem  to 
be  impracticable.  Whether  the  necessary  industrial  progress  of 
the  country  can  be  maintained  under  the  existing  rate  schedules, 
time  and  the  adjustment  of  other  factors  in  our  industrial  life 
will  soon  disclose.  Inquiry  upon  that  subject  may  well  be  ex- 
pected. Upon  the  most  hopeful  basis,  however,  is  it  not  clear 
that  there  must  be  a  reduction  in  expense  of  operation?  This 
involves  both  management  and  wages.  The  Railroad  Labor 
Board  in  its  hearings,  now  occurring  in  Chicago,  has  a  respon- 
sibility in  connection  with  our  national  life  certainly  at  this 
time  equal  to  any  other  governmental  body  in  existence. 

"It  has  recently  announced  a  decision  in  which  it  declared 
some  interesting  principles  that  it  requires  should  obtain  in 
the  negotiations  and  conduct  of  the  parties.  About  these  prin- 
ciples opinions  differ,  but  it  is  expected  the  announcement  will 
operate  to  clear  the  way. 

"Much  depends  upon  the  attitude  of  the  factors  in  conten- 
tion before  that  board.  Have  they  not  responsibility  to  the 
public,  to  the  nation,  equal  to  that  of  the  board?  Must  not  each 
side  minimize  class  consciousness — recognize  that  the  public  in- 
terest is  paramount  and  in  the  end  the  real  interest  of  each 
contestant;  that  the  success  of  each  of  them  depends  upon 
establishing  the  confidence  of  the  public;  that  each  owes  the 
duty  to  the  public,  as  well  as  to  itself,  to  compose  the  differences 
fairly;  to  abandon  each  and  every  contention  not  absolutely 
essential;  to  seek  no  advantage,  but  rather  to  insist  only  upon 
that  which  is  fair  to  both  and  to  the  public?  This  may  sound 
like  idealism,  but  I  submit  no  settlement  which  is  not  a  just 
settlement  will  be  permanent,  and  if  composure  is  not  reached 
soon  it  may  be  there  will  be  little  left  to  contend  for. 

"You  all  remember  this  story  of  the  man  who  put  green 
goggles  on  his  horse  and  fed  him  shavings  instead  of  grass. 
Before  he  could  get  used  to  that  sort  of  provender  the  horse 
died.  How  much  longer  may  the  railroads  exist  without  ade- 
quate excess  of  income  above  expenses? 

"Let  us  hope,  let  us  expect,  all  of  the  factors  involved,  the 
governmental  agencies,  the  employers  and  the  employes  will 
rise  to  the  necessities  of  the  occasion  and  reach  results  which 
will  command  the  respect  and  confidence  of  the  entire  people." 


REGULATION  GOES  TOO  FAR 

The  hope  that  the  Cummins  investigation  of  the  railroad 
situation  will  reveal  that  regulation  and  control  of  the  railroads 
have  gone  too  far  was  expressed  before  the  Traffic  Club  of 
ittsburgh,  April  28,  by  Otto  H.  Kahn,  banker  of  New  York 
City,  in  an  address  on  "Pressing  Problems  and  Some  Sugges- 
tions." 

"It  is  characteristic  that  the  decline  in  the  vigor,  vitality 
and  enterprise  of  railroading  has  kept  steady  pace  with  the 
enlargement  of  the  powers  of  the  Commission  over  the  destinies 
and  the  managements  of  the  railways,"  said  he.  "And  nothing 
is  more  natural. 

"In  the  days  antedating  the  Taft  administration,  under  which 
the  functions  of  the  Commission  received  their  fundamental  and 
radical  enlargement,  there  were,  it  is  true,  certain  abuses  in 
railroad  practices  which  called  for  redress,  certain  delinquen- 
cies which  demanded  safeguards  against  repetition  but  there 
was  also  the  American  spirit  of  progress  and  daring  enterprise, 
there  was  vision,  there  was  incentive  to  venturing  and  risking 

'Great  pioneers  like  Huntington  and  Hill,  men  of  construc- 
tive genius  like  Harriman,  saw  and  found  in  the  building  ac- 
quiring, consolidating  and  managing  of  railroads  a  vast  field 
for  their  splendid  capacities.  They  did  mighty  work.  True, 
they  reaped  rich  rewards,  but  the  wealth  they  received  was  but 
a  trifling  fraction  of  the  wealth  their  genius  created  for  the 
people. 

"And  now?     Nine   (sic)   governmental  appointees  sitting  in 

hlngton  hold  almost  absolute  power,  together  with  a  wage 

d  sitting  in  Chicago   (not  to  mention  numerous  state  com- 

ssions)   over  the  railroads  of  the  country.     Practically  noth- 

r  any  importance  can  be  done   without  a  hearing  before 

ithout  their  approval.     Initiative  has  been  blunted, 

lened,  daring  rendered  impossible,  decision  removed, 

s   of   leadership   dispossessed,   men   of   commanding 

iscouraged   from   entering  the  railroad   field. 

arge  part  of  the  time,  the  thoughts  and  the  energies  of 


the  chief  executives  of  railroads  is  given  to  appearing  and  ar- 
guing before  commissions.  The  routine  of  bureaucracy  and  the 
trial-court  have  been  substituted  for  individual  brain  work,  en- 
ergy and  action.  A  simply  incredible  mass  of  paperwork  and 
statistical  data  of  all  kinds  has  taken  the  place  of  the  few 
small  sheets  of  essential  data  which  Hill  and  Harriman  used  to 
carry  around  in  their  pockets.  As  Mr.  Slason  Thompson,  of 
Chicago,  wrote  recently:  'The  blank  form  for  the  annual  re- 
port of  Class  I  roads  contains  over  10,500  spaces  for  items. 
When  it  is  considered  that  some  of  the  items  in  this  veritable 
wilderness  of  data  run  up  as  high  as  eleven  figures,  the  colossal 
nature  of  what  the  Commission  requires  of  the  railways  can  be 
vaguely  visualized  if  not  comprehended.' 

"No  wonder  that,  as  Mr.  Thompson  calculates,  the  number 
of  railway  clerks  has  increased  from  42,200  in  1895,  to  223,830 
in  1919,  and  their  compensation  has  increased  from  128,516,000 
in  1895,  to  $307,375,000  in  1919. 

"I  venture  to  hope — though  I  know  it  is  to  be  a  rather  dar- 
ing hope — that  out  of  the  investigation  which  will  shortly  be 
inaugurated  by  Senator  Cummins'  committee  into  the  railroad 
situation,  there  will  come  recognition  that  regulation  and  con- 
trol have  gone  too  far,  and  that  more  scope  must  again  be  allowed 
to  the  old  American  method  of  personal  initiative,  enterprise 
and  responsibility,  if  the  railroads  are  to  be  enabled  to  give  the 
fullest  and  best  measure  of  service  to  the  people.  Of  course, 
the  principle  of  supervision  and  regulation  of  the  railroads  in 
the  public  interest  has  come  to  stay. 

"The  institution  of  the  Interstate  Commerce  Commission  is 
both  an  advantage  and  a  necessity.  But  it  should  be  entirely 
possible  to  attain  both  the  things  which  I  believe  a  great  ma- 
jority of  our  people  desire  to  see  preserved — namely,  on  the  one 
hand,  governmental  surveillance  and  authority,  so  as  to  em- 
phasize the  semi-public  character  and  duties  of  the  railroads, 
protect  the  community's  rights  and  just  claims,  and  guard 
against  those  excesses  of  unrestrained  individualism  which  ex- 
perience has  indicated;  and  on  the  other  hand,  private  initiative, 
resourcefulness,  zest  and  responsibility. 

"It  seems  appropriate  in  taking  leave  of  this  general  subject 
of  governmental  interference  with  business,  to  quote  the  follow- 
ing sentences  uttered  by  one  who  at  the  time  was  a  detached 
student  of,  and  considered  a  leading  authority  on,  the  science 
of  government: 

A  passion  for  regulative  legislation  seems  to  have  taken  possession 
of  the  country  of  late.  «  *  * 

'  Governmental  control,  which  we  are  undertaking  so  ex- 
tensively and  with  so  light  a  heart,  sets  up  not  a  reign  of  law,  but  a 
reign  of  discretion  and  individual  judgment  on  the  part  of  govern- 
mental officials  in  the  regulation  of  the  husiness  of  stock  companies 
owned  by  innumerable  private  individuals  and  supplying  the  chief 
investments  of  thousands  of  communities.  I  can  see  no  radical  differ- 
ence in  principle  between  governmental  ownership  and  governmental 
regulation  of  this  discretionary  kind. 

Governmental  commission's  cannot  possibly  understand  husiness 
better  than  those  who  conduct  it.  Their  regulative  interference  with 
siness  will  only  complete  the  confusion  and  embarrassments  into 
which  we  are  so  rapidly  stumbling.  The  old  processes  of  law  are  the 
more  difficult,  but  the  more  effective.  We  must  discover  just  what 
transactions  we  wish  to  put  an  end  to:  must  have  once  more  the  reign 
of  law  rather  than  the  reign  of  government  officials. 

"These  weighty  words  were  spoken  before  the  Commercial 
-lub  of  Chicago  on  March  14,  1908.  The  speaker  was  Woodrow 
Wilson.  They  are  commended  to  the  responsible  leaders  of  the 
party  that  was  in  power  for  the  past  eight  years." 


COXEY  URGES  OWNERSHIP 

The  Traffic  World  Washington  Bureau 

Jacob  S.  Coxey,  of  "Coxey's  army"  fame,  has  submitted  to 
Secretary  Christian  for  transmission  to  the  President  a  peti- 
tion urging  government  ownership  of  the  railroads.  The  con- 
ition  confronted  by  the  railroads  is  not  due  to  high  wages 
but  to  the  railroad  managements,  Coxey  said. 

"Why  not  purchase  the  roads  and  issue  legal  tender  money 
to  pay  for  them,  save  a  hundred  million  a  ir>™th  in  interest 
and  dividends  and  continue  thereby  to  pay  a  living  wage  to 
the  men  and  to  operate  the  roads  at  cost  to  all  the  people?" 
Coxey  asked  in  his  petition. 

Coxey  requested  an  audience  with  the  President  to  tell  him 
how  to  solve  the  railroad  and  other  pressing  problems. 


HEARINGS    IN    I.    S.    1303 

Hearings  on  I.  and  S.  No.  1303,  begun  by  Examiner  Gad- 
dess  at  Memphis,  April  5,  were  resumed  at  St.  Louis,  April  25, 
in  accordance  with  the  notice  given.  The  adjournment  was  taken 
o  bt.  Louis  to  suit  the  convenience  of  shippers  who  desired  to 
be  heard  but  who  said  it  would  be  easier  for  them  to  come  to 
bt.  LOUIS.  Grain  and  grain  products  were  the  rates  taken  up 
first  at  the  resumption  of  the  hearings  at  St.  Louis. 


LOAN   TO   F.  C.  &   G. 

The  Commission  has  approved  a  loan  of  $33,000  to  the  Fern- 
wood,  Columbia  &  Gulf  to  aid  the  company  in  meeting  its  ma- 
turing indebtedness  and  in  making  additions  and  betterments. 
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LABOR  BOARD  APPOINTMENTS 

The  Traffic  World  Washington  Bureau 

The  nominations  of  W.  L.  McMenlmen.  Samuel  IIIgKlna  and 
Ben  W.  Hooper  as  members  of  the  U.  S.  Railroad  Labor  Board 
wi'iv  confirmed  by  the  Senate  April  25. 

Prior  to  the  action  of  the  Senate  committee,  a  number  of 
letters  and  telegrams  were  received  by  members  of  the  Senate 
protesting  against  confirmation  of  Walter  L.  McMenlmen  as  a 
member  of  the  labor  group  on  the  board.  The  protests  came 
from  the  labor  organizations  composed  of  maintenance  of  way 
employes,  clerks  and  other  employes  In  Group  4,  as  established 
by  the  Interstate  Commerce  Commission,  and  were  based  on 
the  contention  that  these  employes  would  be  without  represen- 
tation on  the'  board  and  that  the  train  operatives  would  have 
two  representatives  If  McMenimen  were  confirmed. 

In  a  revised  issue  of  its  rules  and  regulations  governing  the 
making  of  nominations  to  the  United  States  Railroad  Labor 
Board,  the  Commission  has  added  the  Order  of  Sleeping  Car 
Conductors  to  the  organizations  of  subordinate  officials  which 
comprise  Group  4  of  railroad  employes.  When  the  Commission 
created  Group  4  so  as  to  enable  the  employes  in  that  group  to 
submit  nominations  for  the  Labor  Board,  the  Order  of  Sleeping 
Car  Conductors  was  omitted.  This  was  brought  to  the  attention 
of  the  Commission,  which  decided  the  order  should  be  included 
in  Group  4. 


RAIL  WORKERS  OPPOSE  PAY  CUT 

Not  content  with  their  repeated  allegations  that  the  rail- 
roads are  wasting  a  billion  dollars  a  year,  representatives  of 
the  labor  organizations,  appearing  before  the  Labor  Board  at 
the  hearing  on  wage  reductions,  April  28,  raised  their  guess  to 
about  3V&  times  that  figure.  B.  M.  Jewell,  president  of  the 
railway  employes'  section  of  the  American  Federation  of  Labor, 
added  to  the  first  figure  sums  representing  alleged  added  cap- 
italization, savings  to  be  made  by  reducing  the  forces  of  car 
men  and  helpers,  "reasonable"  reductions  in  the  cost  of  fuel 
and  railroad  materials,  and  the  $300,000,000  which  the  executives 
have  said  they  would  save  if  the .  national  agreements  were 
abrogated.  "From  this  it  can  be  seen,"  he  said,  "that  without  touch- 
ing the  moderate  and,  in  some  cases,  inadequate  wages  of  the  rail- 
road workers,  the  railroads  can  reduce  their  operating  expenses 
by  nearly  50  per  cent. 

"Under  the  transportation  act  of  1920,"  said  Mr.  Jewell  in 
his  opening  statement,  "two  major  considerations  should  direct 
the  decision  of  this  board  in  determining  or  changing  wage 
rates  in  the  railroad  industry:  First,  prevailing  wage  rates,  or 
changes  in  such  rates  in  similar  industries;  second,  changes  in 
the  cost  of  living. 

"Basing  its  action  upon  these  considerations,  we  submit 
that  the  board  can  make  no  reduction  in  railroad  wage  rates  at 
this  time  because  there  have  been  no  reductions  in  wages  paid 
in  the  basic  industries  comparable  to  the  transportation  indus- 
try, and  because  there  has  not  been  a  sufficient  reduction  in  the 
cost  of  living  to  justify  a  reduction  in  wage  schedules  that  were 
inadequate  to  meet  living  costs  at  the  time  they  were  es- 
tablished. 

"Only  one  thing  is  certain,  and  that  is  that  there  has  not 
been  a  sufficient  change  in  the  conditions  affecting  the  prin- 
ciples underlying  the  board  to  warrant  any  change  in  its  wage 
decision  of  last  July.  No  justification  can  be  found  in  ethics, 
in  economic  reason,  or  in  the  cold,  concrete  facts  of  present- 
day  industrial  life  and  activity  to  support  the  board  in  making 
any  changes  in  the  existing  rates  of  pay  to  railroad  employes. 

"The  insistence  of  the  railroads  upon  a  reduction  in  the 
wages  of  their  employes,  in  our  opinion,  has  been  most  unex- 
pected and  unseemly.  In  the  midst  of  an  industrial  depression 
when  transportation  workers  are  unemployed  and  suffering  for 
the  means  of  subsistence,  when  there  is  a  surplus  of  labor  be- 
cause of  general  unemployment,  and  when  no  one,  not  even  the 
most  highly  trained  specialists  and  analysts  of  industry  and 
financial  conditions  can  tell  with  certainty  what  future  tenden- 
cies will  be,  the  representatives  of  the  railroads  have  literally 
precipitated  themselves  before  the  board  and  have  in  chorus 
declared  that  'the  cost  of  living  is  declining'  and  'labor  is 
cheap,'  and  they  must  therefore  not  be  required  to  pay  so  much 
to  their  employes. 

"As  a  matter  of  fact,  aside  from  considerations  of  human 
standards  and  human  conditions,  there  are  no  data  which  can 
be  presented  to  this  board  which  would  justify  the  board  in 
authorizing  at  this  time  a  reduction  in  the  rates  of  pay  of  rail- 
road employes.  Even  if  these  facts  existed,  they  are  not  to  be 
found  in  the  hastily-prepared  and  fragmentary  evidence  which 
has  been  submitted  by  the  railroads. 

"In  the  first  place,  the  cost  of  living  has  not  declined  since 
the  wage  decision  of  this  board,  which  was  manifestly  based  on 
the  official  returns  not,  for  June,  1920,  but  for  December,  1919. 
Any  reduction  in  food  prices  since  the  first  of  the  year  have 
been  practically  neutralized  by  increases  in  house  rents  and 
fuel.  Furthermore,  an  examination  of  official  figures  for  past 
years,  even  for  the  war  period  itself,  show  that  there  has  al- 


WII.VH  been  ii  downward  llm  tuatlon  during  the  early  months  of 
each  calendar  year  followed  by  a  trend  upward.  Finally,  It  In 
the  consensus  of  the  bent  opinion  available  that  the  lowest 
point  In  the  existing  dfpresMon  has  been  panned,  that  whole- 
sale prices  have  practically  become  stabilized,  and  that  retail 
priced,  or  the  measure  of  the  worklngman'N  cost  of  living,  will 
probably  advance  In  the  future." 

Several  pleas  for  delay  were  made  by  the  workers.  Mr. 
Jewell  said  that  he  thought  a  decision  on  waxes  ought  to  be 
withheld  until  new  rules  and  regulations  had  been  decided  for 
the  various  roads.  W.  Jett  Lauck,  the  A.  F.  of  L.'s  consulting 
economist,  said  no  move  toward  the  reduction  of  rates  of  pay 
should  be  made  until  the  Cummin's  Congressional  Investigation, 
which  begins  on  May  10,  Is  concluded  and  Its  findings  announced. 

Mr.  Lauck  Introduced  38  exhibits,  which  were  for  the  most 
part  studies  of  wage  and  working  standards  and  financial  sta- 
tistics, which  purported  to  show  that  the  railroads  were  In  the 
power  of  an  "inner  financial  group  which  centers  In  the  house 
of  Morgan  &  Co.",  which  group,  he  insisted,  also  controls  the 
cement,  coal,  steel  and  other  industries;  and  "while  not  actu- 
ally responsible  for  the  present  business  depression,  had  at 
least  done  much  to  accentuate  and  intensify  It."  They  have 
already  succeeded,  he  said,  In  liquidating  the  agricultural  In- 
dustry and  are  now  attempting  to  liquidate  organized  labor, 
the  entering  wedge  in  this  effort  being  the  present  attempt  to 
cut  the  pay  of  railroad  workers. 

Some  of  the  exhibits  presented  had  been  prepared  for  the 
hearing  on  national  agreements,  which  dispute  has  already  been 
decided,  and  others,  according  to  Mr.  Lauck,  were  prepared  for, 
and  will  be  presented  to  the  Cummins'  investigation  committee. 

An  attempt  to  have  the  hearing  adjourned  over  Monday  and 
Tuesday,  so  that  the  labor  leaders  could  be  present  at  a  con- 
ference which  is  to  determine  the  policy  which  their  representa- 
tives will  follow  at  the  coming  conferences  with  individual  rail- 
roads regarding  rules  and  regulations,  failed  when  the  board 
announced  that,  if  the  A.  F.  of  L.  leaders  could  not  be  present 
on  those  days,  the  Independent  organizations  would  be  heard. 

The  level  of  the  cost  of  living  Is  not  the  proper  principle 
to  apply  in  determining  the  proper  rates  of  pay  for  railroad 
labor,  according  to  W.  Jett  Lauck,  consulting  economist  for  the 
A.  F.  of  L.,  who  continued  his  presentation  before  the  Labor 
Board  at  the  hearing  on  wage  reductions,  April  29.  Neither 
should  any  further  consideration  be  given  to  the  financial  neces- 
sities of  the  roads.  After  making  the  latter  statement,  however, 
Mr.  Lauck  spent  considerable  time  in  endeavoring  to  show  how 
the  finances  of  the  roads  could  be  improved  without  resorting  to 
wage  cuts. 

It  was  contended  that,  instead  of  considering  the  cost  of  liv- 
ing, the  board  should  first  seek  to  establish  what  constitutes  a 
living  wage,  a  question  which,  according  to  the  witness,  was 
not  settled  during  the  deliberations  which  resulted  in  the  wage 
increases  of  July,  1920. 

"We,  therefore,"  he  said,  "assert  with  all  the  force  at  our 
command  that  the  contention  of  the  railroads  for  a  wage  reduc- 
tion because  of  an  alleged  decline  in  living  costs  should  not  be 
entertained  by  your  honorable  board,  unless  the  board  first,  as 
a  preliminary  to  any  such  consideration,  takes  up  and  passes  upon 
the  question  whether,  as  the  result  of  Decision  No.  2,  or  whether 
at  the  present  time  unskilled  railway  labor  and  other  classes  of 
low-paid  employes  are  even  now,  after  allowing  for  any  alleged 
decline  in  the  cost  of  living,  receiving  rates  of  pay  which  would 
enable  them,  on  a  full-time  working  basis,  to  support  their 
families  in  a  manner  which  enlightened  public  opinion  in  this 
country  would  sanction  as  the  minimum  American  standards  of 
health  and  decency." 

Some  questions  regarding  the  accuracy  of  the  estimated  pos- 
sible savings  stated  by  the  labor  leaders  were  raised  by  repre- 
sentatives of  the  railroads.  F.  W.  Sargeant.  general  solicitor  for 
the  C.  &  N.  W.,  figured  that  the  waste  of  $3,377,355.000,  as  alleged, 
would  mean  a  waste  of  $13,500  for  each  mile  of  railroad  In  the 
country.  "According  to  that."  he  continued,  "the  North  Western, 
with  its  8,400  miles  of  track,  could  save  $108.000.000  out  of  a 
total  revenue  of  $165,000,000.  We  would  like  to  have  the  wit- 
ness explain  how  this  can  be  done  when  our  payroll  amounts 
to  $120,000,000  a  year."  J.  L.  Coleman.  attorney  for  the  Santa 
Fe,  raised  a  similar  question,  In  an  effort  to  ascertain  how  bis 
road  could  save  $150,000,000  a  year  when  its  material  purchases 
amount  to  only  $50,000,000. 

Mr.  Lauck's  reply  to  these  questions  was  that  the  waste  could 
not  be  proportioned  per  mile  of  track  because  some  roads  were 
much  more  efficient  than  others.  He  Insisted,  however,  that  his 
figures  were  not  only  fair  but  conservative. 

In  preparation  for  the  presentation  of  their  side  of  the  wage 
cut  controversy,  before  the  Labor  Board,  April  28,  labor  leaders 
filed  exhibits  which  they  claim  show  that  the  present  financial 
difficulties  of  railroading  are  caused  more  by  mismanagement 
than  by  overpayment  of  labor.  Overcapitalization  amounting  to 
$690,000,000  is  charged  on  20  roads,  In  an  exhibit  filed  April  25. 
It  also  charges  that  in  the  period  from  1910  to  1919  these  roads 
distributed  $233,559,000  In  bonuses  and  stock  dividends,  while 
faulty  management  on  the  roads  and  in  the  marketing  of  securi- 
ties are  alleged  to  have  wasted  $176,000,000  more. 

Simultaneously  with  the    anouncement    by    the    New    York 
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Central,  April  23,  that  the  wages  of  practically  all  skilled  labor 
on  that  system  would  be  reduced  20  per  cent  on  May  20,  an  ex- 
hibit was  filed  by  W.  Jett  Lauck,  for  the  American  Federation  of 
Labor,  in  which  he  charged  that  the  N.  Y.  C.,  through  various 
consolidations  has  become  overcapitalized  by  more  than  ?128,- 
000,000.  This  overcapitalization,  it  is  alleged,  is  costing  the 
stockholders  $6,000,000  aunually,  which  amount  ought  to  be  saved 
before  any  attempt  at  wage  cutting  is  allowed. 

HARDING  HEARS  ABOUT  M.  &  N.  A. 
STRIKE 

The  Traffic  World  Washington  Bureau 

A  delegation  of  railroad  brotherhood  leaders  submitted  to 
President  Harding,  on  the  afternoon  of  April  21,  an  account  of 
the  controversy  between  the  receiver  of  the  Missouri  &  North 
Arkansas  Railroad  and  the  employes  of  that  road  who  are  on 
strike  because  of  a  reduction  in  wages.  The  brotherhood  leaders 
informed  the  President  that  the  receiver,  C.  A.  Phelan,  had  vio- 
lated an  order  of  the  Railroad  Labor  Board  in  reducing  wages, 
and  intimated  that  the  railroad  management  had  incited  the 
people  served  by  the  road  against  the  employes  and  their  leaders, 
to  such  an  extent  that  a  mob  compelled  the  leaders  to  leave 
Harrison,  Ark.,  April  6. 

The  brotherhood  leaders  also  conferred  with  Senator  Cummins 
in  regard  to  the  situation  and  will  ask  a  congressional  investiga- 
tion, particularly  with  regard  to  the  labor  leaders  being  driven 
from  Harrison.  They  said  they  were  informed  that  another 
mob  was  being  organized  to  drive  the  striking  employes  out  of 
their  homes. 

The  delegation  which  called  on  President  Harding  was  com- 
posed of  W.  N.  Doak,  vice-president  of  the  Brotherhood  of  Rail- 
way Trainmen;  H.  E.  Wills,  vice-president  of  the  Brotherhood 
of  Locomotive  Engineers;  P.  J.  McNamara,  of  the  Brotherhood 
of  Locomotive  Enginemen  and  Firemen;  M.  C.  Cary,  vice-presi- 
dent of  the  Order  of  Railway  Conductors;  L.  M.  Eddy,  vice-presi- 
dent of  the  Order  of  Railroad  Telegraphers,  and  W.  E.  Horn,  of 
the  railway  employes'  department  of  the  American  Federation 
of  Labor. 

The  conference  was  arranged  with  the  President  as  the  re- 
sult of  a  telegraphic  appeal  from  the  heads  of  the  big  brother- 
hoods that  the  President  hear  a  presentation  of  the  case. 

In  a  statement  issued  by  Martin  C.  Carey,  vice-president 
of  the  Order  of  Railway  Conductors,  and  other  brotherhood 
leaders,  after  they  had  held  a  second  conference  with  Senator 
Cummins,  April  23,  it  was  announced  that  the  senator  promised 
that  a  searching  inquiry  would  be  made  into  "the  recent  de- 
portation from  Harrison,  Ark.,  of  the  representatives  of  the 
recognized  railroad  labor  organizations,"  which  grew  out  of  a 
strike  of  the  employes  of  the  Missouri  &  North  Arkansas.  The 
statement  indicated  that  a  special  inquiry  would  be  started  by 
the  Senate  interstate  commerce  committee  about  May  2,  but 
what  Senator  Cummins  said  was  that  the  situation  complained 
of  would  be  gone  into  at  the  general  inquiry  into  the  railroad 
situation  which  will  be  made  by  the  committee. 

"It  was  apparent  that  the  President  and  Senator  Cummins 
fully  appreciated  the  gravity  of  the  situation  and  were  desirous 
of  affording  the  members  of  our  organizations  the  protection 
guaranteed  by  the  laws  and  Constitution  of  our  country,"  the 
brotherhood  leaders  said  in  their  statement. 

After  reviewing  the  situation  which  led  up  to  their  depor- 
tation from  Harrison,  April  6,  the  leaders  stated:  "In  order  to 
avert  bloodshed  we  complied  with  the  instructions  of  the  mob. 
We  believe  the  investigation  promised  by  Senator  Cummins 
will  fix  the  responsibility  for  these  un-American  proceedings 
and  will  effectually  forestall  a  repetition  of  the  outrage." 


LOADING  OF  REVENUE  FREIGHT 

The  Tragic  World  Washington  Bureau 

The  Car  Service  Division  of  the  American  Railway  Associa- 
tion authorizes  the  following: 

"For  the  second  consecutive  week,  an  increase  in  the  number 
of  cars  loaded  with  revenue  freight  was  shown  during  the  week 
which  ended  on  April  16,  according  to  reports  just  received  from 
the  railroads  of  the  country  by  the  car  service  division  of  the 
American  Railway  Association. 

"The  total  for  the  week  was  703,896  cars,  an  increase  of 
10,000  over  the  previous  week  and  a  gain  of  37,250  cars  with- 
in two  weeks.  It  was  also  an  increase  of  102,201  cars  over  the 
corresponding  week  in  1920,  when  traffic  was  tied  up  by  the 
switchmen's  strike,  but  2,100  cars  below  the  total  for  the  cor- 
responding week  in  1919. 

"The  increase  was  principally  due  to  coal,  135,658  cars  being 
loaded  with  that  commodity  during  the  week  or  7,614  cars  more 
than  during  the  previous  week,  but  228  cars  below  the  total  for 
the  corresponding  week  last  year.  Cars  loaded  with  merchandise 
and  miscellaneous  freight,  which  includes  manufactured  products, 
totaled  451,126  or  an  increase  of  1,633  over  the  previous  week. 
Increases  were  also  reported  In  the  loading  of  live  stock,  forest 
produets  and  ore  compared  with  the  preceding  week,  although 


slight  decreases  were  shown  in  the  number  of  cars  loaded  with 
grain  and  grain  products  and   coke. 

"Compared  with  the  corresponding  week  in  1920,  an  increase 
of  100,800  cars  due  to  the  switchmen's  strike  last  April  was  shown 
in  the  loading  of  merchandise  and  miscellaneous  freight,  while 
increases  were  also  reported  in  the  loading  of  grain  and  grain 
products  and  livestock.  Decreases,  however,  were  shown  in  the 
loading  of  other  classes  of  freight. 

"Tabulations  show  that  compared  with  the  previous  week, 
there  were  increases  in  the  number  of  cars  loaded  in  all  districts 
except  the  Southern,  while  in  all  cases  increases  were  shown, 
compared  with  the  corresponding  week  in  1920,  with  the  excep- 
tion of  the  Pocahontas  and  Northwestern  districts." 

Loading  of  revenue  freight  by  districts  in  the  week  ending 
April  16  and  the  corresponding  week  of  1920,  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  5,041  and  2,148; 
live  stock,  2,888  and  874;  coal,  37,114  and  30,626;  coke,  782  and 
1,522;  forest  products,  5,730  and  5,593;  ore,  850  and  982;  mer- 
chandise, L.  C.  L.,  56,375  and  26,018;  miscellaneous,  63,962  and 
43,078;  total,  1921,  172,742;  1920,  111,041;  1919,  169,935. 

Allegheny  district:  Grain  and  grain  products,  2,370  and 
1,070;  live  stock,  3,159  and  1,819;  coal,  41,710  and  38,786;  coke, 
2,447  and  3,044;  forest  products,  2,264  and  2,053;  ore.  948  and  2,- 
594;  merchandise,  L.  C.  L.,  46,631  and  25,752;  miscellaneous,  46,- 
786  and  34,964;  total,  1921,  142,315;  1920,  110,182;  1919,  145,491. 

Pocahontas  district:  Grain  and  grain  products,  137  and  108; 
live  stock,  76  and  59;  coal,  17,202  and  18,756;  coke,  57  and  597; 
forest  products,  1,398  and  1,635;  ore,  23  and  286;  merchandise, 
L.  C.  L.,  2,645  and  178;  miscellaneous,  6,221  and  8,589;  total, 
1921,  27,759;  1920,  30,208;  1919,  33,046. 

Southern  district:  Grain  and  grain  products,  2,922  and  2,- 
790;  live  stock,  1,951  and  2,365;  coal,  17,341  and  21,158;  coke, 
460  and  240;  forest  products,  14,049  and  16,063;  ore,  708  and  2,- 
086;  merchandise,  L.  C.  L.,  38.037  and  24,977;  miscellaneous, 
37,349  and  51,964;  total,  1921,  112,817;  1920,  122,363;  1919,  112,286. 

Northwestern  district:  Grain  and  grain  products,  7,869  and  7,- 
749;  live  stock,  6,609  and  4,732;  coal,  3,751  and  8,040;  coke,  406 
and  951;  forest  products,  14,326  and  20,452;  ore,  1,011  and  2,800; 
merchandise,  L.  C.  L.,  27,668  and  19,760;  miscellaneous,  29,695 
and  34,679;  total,  1921,  91,335;  1920,  99,163;  1919,  101,659. 

Central  western  district:  Grain  and  grain  products,  10,050 
and  5,962;  live  stock,  9,890  and  6,094;  coal,  14,362  and  14,378; 
coke,  115  and  312;  forest  products,  4,085  and  4081;  ore,  903  and 
2,316;  merchandise,  L.  C.  L.,  30,090  and  18,808;  miscellaneous, 
30,141  and  31,088;  total,  1921,  99,636;  1920,  83,151;  1919,  92,643. 

Southwestern  district:  Grain  and  grain  products,  4,978  and 
2,509;  live  stock,  1,957  and  1,001;  coal,  4,178  and  3,942;  coke,  98 
and  115;  forest  products,  6,057  and  5,809;  ore,  498  and  370;  mer- 
chandise, L.  C.  L.,  16,636  and  13,608;  miscellaneous,  22,890  and 
18,333;  total,  1921,  57,292;  1920,  45,687;  1919,  50,952. 

Total,  all  roads:  Grain  and  grain  products,  33,367  and  22,- 
276;  live  stock,  26,530  and  16,944;  coal,  135,658  and  135,886;  coke, 
4,365  and  6,781;  forest  products,  47,909  and  55,680;  ore,  4,941  and 
12,154;  merchandise,  L.  C.  L.,  214,082  and  129,173;  miscellaneous, 
237,044  and  222,795;  total,  1921,  703,896;  1920,  601,695;  1919 
706,012. 

L.  C.  L.  merchandise  loading  figures  for  1921  and  1920  are  not 
comparable  because  some  roads  are  not  able  to  separate  their  L  C  L 
freight  and  miscellaneous  of  1920.  Add  merchandise  and  miscel- 
laneous figures  to  get  a  fair  comparison. 


GRAIN  RATE  ADJUSTMENT 

The  Traffic  World  Washington  Bureau 

Adjustment  of  rates  on  grain  from  Missouri  River  points 
to  Chicago  via  Minneapolis  will  probably  be  authorized  by  the 
Commission  on  short  notice  to  meet  the  needs  of  the  milling 
industry  at  Twin  Cities.  Its  supply  of  grain  has  been  cut  down 
through  a  rise  in  price  due  to  the  exclusion  of  Canadian  grain 
by  the  Fordney  emergency  tariff  law.  A  committee  representing 
carriers  and  millers  called  on  Chairman  Clark  April  29,  sug- 
gesting the  making  of  a  rate  to  apply  through  Minneapolis,  with 
transit  at  that  point,  of  11  cents  over  the  rate  on  direct  routes 
from  the  Missouri  River  to  Chicago.  That  would  give  Minne- 
apolis a  milling-in-transit  rate  of  31.5  cents.  At  present  there 
is  no  transit  arrangement  at  Minneapolis  on  grain  from  the  Mis- 
souri River.  A  committee,  consisting  of  C.  E.  Spens,  for  the 
Burlington;  E.  B.  Townsend,  Minneapolis  &  St.  Louis;  and  Stan- 
ley H.  Johnson,  representing  the  Rock  Island,  and  C.  Bovey, 
John  Pillsbury  and  M.  Galligher  the  Minneapolis  millers,  pre- 
sented the  matter  to  Chairman  Clark  as  an  urgent  situation 
requiring  quick  action,  lest  some  mills  be  closed  through  inabil- 
ity to  buy  grain  at  prices  at  which  they  could  afford  to  grind. 


APPLICATION    FOR   EXTENSION   DISMISSED 

The  Commission  has  dismissed  an  application  of  the  Duluth 
&  Iron  Range  Railroad  Company  asking  for  authority  to  operate 
trains  over  a  branch  line  2.91  miles  long,  between  Divide  station 
and  Babbit,  in  St.  Louis  county,  Minn.,  because  the  applicant  be- 
gan the  operation  of  the  line  prior  to  the  effective  date  of  the 
Commission's  jurisdiction  under  the  transportation  act.  It  held 
that  no  certificate  was  required. 
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LAKE  CARGO  COAL  REDUCTIONS 

The  Tragic  World  Washington  Bureau 

The  Commission,  April  28,  authorized  (lie  carriers  to  reduce 
rates  on  lake  cargo  coal  28  cents  a  ton  on  five  days'  notice.  The 
rates  are  to  be  limited  to  destinations  west  of  Fish  Bay  and 
north  of  the  Illinois-Wisconsin  line,  and  to  apply  only  until 
October  31.  A  formal  sixth  section  order  will  be  Issued,  but 
the  carriers  were  notified  that  such  authority  would  be  formally 
granted  so  they  could  prepare  their  tariffs.  The  operative  date 
of  the  reduction  will  depend  on  how  soon  they  can  file  their 
tariffs. 

It  was  admitted  by  men  in  the  Commission  April  26,  though 
not  by  Chairman  Clark,  that  the  carriers  had  Informally  asked 
for  sixth  section  permission  to  reduce  lake  cargo  coal  rates. 
Chairman  Clark's  clerk  would  not  admit  inquirers  to  the  chair- 
man's office  when  they  wanted  confirmation  or  denial  of  reports 
that  had  been  in  circulation  on  that  subject. 

The  division  consisting  of  Clark,  Daniels  and  Esch  Is  pass- 
Ing  on  the  subject  and  the  understanding  was  that  when  they 
had  decided  what  should  be  done,  the  carriers  would  submit  a 
formal  application,  the  terms  of  which  would  accord  with  the 
decision  of  the  Commission,  or  drop  the  subject.  Their  applica- 
tion was  for  permission  to  publish  short  time  tariffs,  probably 
by  May  5,  cutting  off  28  cents  a  ton,  the  lowered  rates,  however, 
to  be  limited  so  as  not  to  apply  at  ports  of  destination  east  of 
Fish  Point  on  Lake  Superior  or  south  of  the  Illinois-Wisconsin 
line  on  Lake  Michigan.  In  that  way  the  carriers  would  preserve 
to  themselves  the  profitable  all-rail  coal  traffic  to  Chicago  and 
the  southern  part  of  Michigan,  and  confine  the  movement  by 
lake  to  strictly  northwest  business. 

Wire  protests  have  been  coming  to  the  Commission  from 
Chicago,  Detroit  and  other  lake  points  that  will  be  excluded 
from  the  benefit  of  the  reduction,  on  the  theory  that  the  limita- 
tion would  be  discriminatory  against  them. 

No  one  connected  with  the  Commission,  the  American  Rail- 
way Association  or  the  National  Coal  Association  would  admit, 
April  25,  that  the  question  of  reducing  the  spread  between  rates 
on  lake  cargo  coal  from  Ohio,  Pennsylvania,  and  West  Virginia 
on  the  one  hand,  and  coal  from  the  Illinois  mines,  on  the  other, 
to  the  Northwest,  had  been  even  informally  placed  before  the 
Commission  or  any  commissioner,  since  the  subject  was  broached 
in  the  consideration  of  the  complaint  of  the  northwestern  dock 
operators.  At  that  time  suggestions  for  a  narrowing  from  58 
to  30  cents  a  ton  were  made. 

The  reports,  however,  coming  from  sources  generally  be- 
lieved to  be  informed,  indicated  that  the  mine  operators  had 
been  bringing  unusual  pressure  on  the  railroads  serving  both 
upper  and  lower  lake  ports;  that  the  railroads  had  said  they 
were  without  authority  to  make  a  decision  in  the  matter  and 
that  when  informal  suggestions  were  made  to  the  Commission 
or  commissioners,  that  it  should  authorize  a  reduction  in  the 
lake  cargo  coal  rates,  the  "buck"  had  been  passed  back  to  the 
railroads  on  the  theory  that,  while  the  law  requires  the  Com- 
mission to  make  rates  that  will,  in  its  judgment,  yield  six  per 
cent,  the  railroads  are  under  no  constraint  to  keep  such  rates 
in  effect,  except  when  necessary  to  prevent  undue  prejudice. 

Talk  about  the  possibility  of  lower  rates  on  lake  cargo  coal, 
it  is  believed,  will  aggravate  instead  of  ameliorate  the  situation 
in  the  northwest,  to  which  little  coal  has  been  moving  by  lake. 
The  long  delay  of  the  consumers  in  the  Northwest  last  year 
helped  materially,  it  is  reckoned,  in  bringing  about  the  condi- 
tions that  caused  the  Commission  to  issue,  for  the  benefit  of  the 
northwestern  and  the  New  England  consumers,  the  priority 
orders  which  caused  the  Senate  committee  on  reconstruction  to 
go  into  the  question  of  car  supply  and  priority  orders.  The  Com- 
mission acted  on  the  theory  that  there  was  an  emergency  au- 
thorizing it  to  prescribe  rules  for  car  distribution.  The  point 
was  made  at  the  time  the  orders  were  issued  that  there  was  no 
emergency  that  was  not  as  clearly  foreseen  in  the  spring  of  that 
year,  when  there  was  a  plentiful  supply  of  cars,  as  it  had  been 
during  the  period  of  slump  through  which  the  railroads  and  all 
other  business  have  been  passing  since  the  latter  part  of 
November. 

It  is  argued  now  that  if  the  people  of  the  Northwest  believe 
rates  on  lake  cargo  coal  are  coming  down,  they  will  continue  de- 
laying the  purchase  of  their  fuel,  and  that,  in  the  summer  and  fall 
there  will  be  another  emergency  similar  to  that  of  a  year  ago. 
That,  it  is  suggested,  is  one  reason  why  operators  and  railroads 
that  may  be  mulling  over  the  subject  will  desire  to  say  nothing 
on  the  subject  until  they  have  figured  out  what,  if  anything,  can 
be  done. 

When  reports  that  such  a  plan  had  been  agreed  on  in  a 
conference  in  New  York  were  most  frequent,  a  number  of  rail- 
road men  and  mine  operators  were  holding  informal  conferences 
with  Chairman  Clark,  April  22,  about  adjustments  in  coal  rates 
to  the  lower  lake  ports  made  necessary  by  the  Commission's  re- 
port on  the  suspension  case  involving  rates  to  Toledo  for  trans- 
shipment. In  that  case  the  Commission  pointed  out  that,  from 
a  number  of  points  in  Ohio  and  West  Virginia,  the  railroads 
had  not .  taken  all  the  benefits  they  had  obtained  in  prior  de- 
cisions. The  Commission  said  they  could  not  have  the  benefits 
«••  *h-  later  decision  until  they  straightened  out  their  rates  in 


accordance  with  the  prior  di-rlMonii.  But  the  dlwumlonn  then 
had  nothing  to  do  with  thr  r.  latlonshlp  of  rated  from  the  com- 
petitive fields. 

Ohio,  Pennsylvania  and  West  Virginia  mine  operator*.  In 
the  case  brought  by  the  northwestern  dock  operators,  tried  to 
prove  there  had  always  boon  a  relationship  In  the  rates  from 
the  two  fields.  They  were  handicapped  In  that  by  the  fact  that 
not  all  the  railroads  hauling  their  coal  would  stand  for  the  propo- 
sition that  there  had  been  a  definite  and  known  relationship  be- 
cause the  lake  cargo  rates  are  for  transportation  to  the  lower 
lake  ports  only  and  are  not  supposed  to  be  Influenced  by  the 
rates  made  from  the  upper  lake  ports  to  the  northwestern 
destinations. 

Their  fight  for  a  narrowing  of  the  spread  from  58  to  30  cents 
was  induced  by  the  fact  that  the  Illinois  operators  were  getting 
a  larger  share  of  the  business  than  formerly.  At  present  the 
stream  of  lake  cargo  coal  is  extremely  thin.  The  eastern  opera- 
tors and  the  eastern  railroads  are  suffering  by  reason  of  the 
failure  of  the  northwest  to  buy  and  the  Inroads  made  by  the 
Illinois  operators. 

Some  carriers  are  reported  as  being  ready  to  make  a  redac- 
tion in  their  rates  but  they  are  opposed  to  doing  so  lest,  by  so 
doing,  they  be  required  to  reduce  their  all-rail  rates  to  Chicago 
or  have  their  tonnage  to  that  point  cut  off  by  shipments  of  lake 
cargo  coal  to  Chicago.  It  was  understood  that  the  Chicago  lines 
would  be  willing  to  reduce  lake  cargo  coal  rates  if  they  could 
limit  them  so  they  would  apply  only  on  coal  going  to  the  upper 
lake  ports,  and  not  to  Chicago.  Such  a  limitation,  however,  they 
fear,  would  bring  on  their  heads  a  charge  of  undue  prejudice. 
On  account  of  the  by-product  coke  ovens  in  the  Chicago  district 
the  carriers  thereto  are  hauling  coal  to  be  used  in  the  by-product 
ovens.  Prior  to  the  establishment  of  the  by-product  plants  they 
were  comparatively  indifferent  to  the  coal  rate  to  Chicago  be- 
cause they  were  carrying  coke  from  the  Connellsvllle  and  other 
eastern  coking  points.  The  coal  rate  was  of  comparative  unim- 
portance. Now,  however,  it  is  of  great  importance — hence  the 
hesitation.  (See  later  news  on  page  46.) 

COAL   PRODUCTION   REPORT 

Tht  Traffic  World  Washington  Bureau 

"Production  of  soft  coal  in  the  week  ended  April  16  was 
marked  by  a  slight  but  distinct  recovery,"  the  Geological  Survey, 
Department  of  the  Interior,  said  in  its  weekly  coal  production 
report,  under  date  of  April  23. 

"The  total  output,  including  lignite  and  coal  coked,  is  esti- 
mated at  6,525,000  net  tons,  an  increase  of  416,000  tons  over  the 
week  preceding,  and  the  largest  since  the  second  week  of  March. 
In  spite  of  the  increase  the  rate  of  production  remains  the  lowest 
since  April,  1914,  except,  of  course,  for  the  period  of  the  strike 
of  1919. 

"The  following  statement  furnished  by  the  American  Rail- 
way Association  shows  the  number  of  cars  loaded  daily: 

"April  11,  22,505;  April  12,  22,005;  April  13,  21,923;  April  14, 
20,645;  April  15,  20,179;  April  16,  14.122. 

"Loadings  on  Monday  of  the  week  (April  18-23),  according 
to  preliminary  reports,  were  22,690  cars.  This  was  a  slight  in- 
crease over  the  preceding  Monday. 

"No  recovery  in  the  rail  movement  to  New  England  was 
suggested  by  the  returns  for  the  second  week  of  April,  when  the 
total  number  of  cars  forwarded  through  the  five  rail  gateways 
over  the  Hudson  was  2,219,  as  against  2.274  in  the  week  preced- 
ing. The  low  figure  for  the  corresponding  week  of  1920,  1,397 
cars,  is  accounted  for  by  the  switchmen's  strike,  which  was  then 
in  progress. 

"Production  of  anthracite  continues  at  a  substantial  rate. 
Shipments  originating  on  the  9  anthracite-carrying  roads  during 
the  week  ended  April  16  are  reported  at  36.050  cars.  This  indi- 
cates a  total  production,  including  mine  fuel  and  local  sales,  of 
about  1,885,000  net  tons.  Compared  with  the  corresponding  week 
of  1920,  when  the  railroad  switchmen's  strike  was  blocking 
traffic,  this  was  a  marked  increase  and  the  cumulative  produc- 
tion since  the  beginning  of  the  calendar  year  is  slightly  ahead 
of  1920. 

"The  information  available  to  the  Geological  Survey  at  this 
writing  does  not  indicate  that  the  strike  of  British  coal  miners, 
which  began  April  1,  has  had  any  marked  effect  in  stimulating 
exports  of  American  coal.  Exports  and  foreign  bunker  coal 
dumped  over  the  three  piers  at  Hampton  Roads  during  the  first 
half  of  April,  although  greater  than  the  March  average,  were 
less  than  the  rate  of  January  and  February,  and  very  much  be- 
low the  maximum  in  the  fall  of  1920." 


ANN    ARBOR    BONDS 

The  Ann  Arbor  Railroad  Company  has  applied  to  the  Com- 
mission for  authority  to  issue  and  pledge  from  time  to  time  a 
total  of  $2,000.000  of  6  per  cent  improvement  and  extension  mort- 
gage bonds  in  lieu  of,  and  in  substitution  for,  the  5  per  cent 
improvement  and  extension  mortgage  bonds.  The  company  states 
that  it  has  become  necessary  to  Increase  the  interest  rate  be- 
cause of  present  financial  conditions.  The  5  per  cent  bonds 
aggregate  $2,500,000  and  it  Is  proposed  to  reduce  that  amount 
to  $2,000,000. 
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FREIGHTS  AND  CHARTERS 

(Issued  by  U.   S.   Shipping  Board.) 
April  21 

There  is  a  general  dearth  of  business  in  the  charter  market, 
and  -while  sufficient  merchandise  has. thus  far  been  accumulated 
to  keep  up  the  intercoastal  trade,  the  outlook  for  the  near  future 
is  not  encouraging. 

The  high  transcontinental  rates  have  caused  apple  shippers 
in  the  Hood  River  section  to  view  with  interest  the  activity  of 
steamships  in  offering  lower  rates. 

During  the  coming  fruit  season  it  is  proposed  to  reach  Lon- 
don, Liverpool,  Amsterdam,  Rotterdam,  Havre,  Hamburg  and 
other  European  markets  by  direct  service  via  the  Panama  Canal. 
Great  quantities  of  northwest  fruit  are  expected  to  be  shipped  by 
all-water  route  to  the  Atlantic  seaboard. 

A  fleet  of  twelve  steamers  and  motor  boats  have  been  booked 
to  carry  grain  from  the  Pacific  coast  ports  to  European  ports. 

It  is  reported  that  grain  exporters  are  trying  to  procure 
allocation  of  some  of  the  government  idle  tonnage  to  transport 
grain  at  rates  that  will  meet  the  latest  reductions  in  the  foreign 
charter  market. 

Charters 

Str.  Westward  Ho  (Am.),  3,562  net  register,  Columbia  River  to 
United  Kingdom,  heavy  grain.  Max  H.  Houser,  Portland,  charterer. 

Str.  Ansaldo  VIII  (Ital.),  Atlantic  Range  to  Palermo,  5,000  tons 
coal,  part  cargo.  $5.75:  prompt. 

A  steamer,  2,166  tons,  Cuba  to  Boston,  sugar,  26c:  April. 

Schr.  Cecvelia  Copen,  Philadelphia  to  New  Orleans,  1,700  tons  coal, 
$2.65,  free  discharge. 

Schrs.  Pat  Harrison.  1.032  tons,  and  Integral  (Br.),  Orange,  Tex., 
to  Tampico,  lumber,  private  terms. 

Schr.  E.  M.  Roberts  (Br.),  296  tons,  Ruatan  to  North  Hatteras, 
cocoanuts,  private  terms. 

Bark  Hesperian  (Am.),  7,225  tons,  Columbia  River  to  two  ports 
South  Africa,  $30. 

Schr.  Sophia  Christienson,  750  tons,  net  register,  Gray's  Harbor  to 
Callao,  lumber,  private  terms. 

April  22. 

The  freight  market  continues  barren  of  encouragement,  al- 
though hope  is  indulged  in  everywhere. 

Freight  rates  recently  established  on  a  tentative  basis  to 
French  Atlantic  ports  were  reduced  about  30  per  cent  on  an 
average,  although  there  has  been  no  marked  change  in  the  rates 
on  the  Dutch,  Belgian  or  German  trade. 

The  heavy  grain  movement  which  has  been  the  backbone  of 
the  bulk  cargo  business  is  easing  up  somewhat,  and  coal  charter- 
ing is  at  the  lowest  ebb  that  it  has  reached  in  years,  the  fixtures 
recorded  usually  being  on  private  terms. 

The  American  steamer  Wallkill,  loaded  with  lumber,  timber, 
rosin  and  turpentine,  is  the  first  vessel  to  depart  from  Mobile 
under  the  new  alignment  grouping  certain  Gulf  ports. 

Flour  continues  to  be  quoted  at  $7  from  Portland  to  the 
Orient,  and  lumber  at  $15  per  1,000  ft.,  although  some  carriers 
are  reported  to  have  cut  under  this  latter  figure. 

Shingles  are  in  keen  demand  for  the  Atlantic  markets,  but 
they  are  all  going  via  the  Panama  Canal.  High  transcontinental 
freights  prevent  these  shingles  moving  via  the  regular  channels. 

Charters 

Str.  Bowkadra  (Br.),  2,156  tons,  Virginia  to  West  Italy,  coal,  pri- 
vate terms,  prompt. 

Str.  Heika  (Dan.),  822  tons,  one  round  trip  to  West  India  trade, 
$2.75  if  delivery  in  New  York:  if  delivery  St.  John,  N.  B.,  $3. 

Str.  Massedijk  (Du.),  3,700  tons,  Virginia  to  Ibicny,  coal,  $6.35, 
Welsh  form,  May. 

Str.  Marshal  French  (Br.),  2,885  tons,  Virginia  to  Buenos  Aires, 
coal,  $6,  Welsh  form,  prompt. 

Str.  Glenarn  (Br.),  3,082  tons,  Atlantic  range  to  Buenos  Aires, 
coal,  30s,  May  1-20. 

Str.  Flowergate  (Br.),  Atlantic  range  to  Bahia-Blanca,  coal,  30c  9d, 
April-May. 

Str.  DJerisen  (Br.),  2,961  tons,  Virginia  to  Mediterranean,  not  east 
of  West  Italy,  coal,  $6.  May. 

April  23 

The  general  cargo  movement  continues  light  in  all  direc- 
tions with  rates  at  a  standstill. 

The  result  of  the  reduction  in  French-Atlantic  rates  brings 
that  for  dense  weight  freight  to  $6  per  ton  for  shipments  under 
25  cubic  feet,  measurement,  and  $8  per  ton  for  any  space  over 
25  cubic  feet,  while  general  cargo  will  pay  25  cents  per  cubic 
foot,  or  50  cents  per  100  Ibs. 

To  Antwerp  and  Amsterdam  $8  per  ton  is  charged  for 
space  under  25  cubic  feet,  and  $12  over  25  cubic  feet,  and  for 
general  cargo,  40  cents  per  cubic  ft.,  or  75  cents  per  100  Ibs. 
The  Hamburg  and  Bremen  rate  is  $9  a  ton  under  25  cubic  ft, 
and  $13  over  25  cubic  ft,  with  general  cargo  at  45  cents  per 
cubic  ft.  or  82%  cents  per  100  Ibs. 

Coal  and  grain  exports  are  falling  off. 

Despite  the  prevailing  business  stagnation,  the  French  ex- 
ports for  the  first  quarter  of  1921  surpassed  those  for  the  same 
period  in  1920  by  nearly  a  billion  francs.  The  exports  exceeded 
the  Imports  by  more  than  120,000,000  francs. 

Charters 
term*''  i         '    Traverse-    Clenfuges    to    Philadelphia,    sugar,    private 


Str.   Noureston  (Br.),  Atlantic  range  to  Hamburg,   40,000  quarters 

a"str.S'Hesleyside     (Br.),     Atlantic     range     to     Avonmouth,     22,000 

n,  6s  IMid;  May. 
Str.  Thordis  (Nor.),  3,520  tons,  Atlantic  range  to  West  Italy,  $0.80; 


. 

quarters  grain,  6s 
Str.  Thordi 


Str.  Eastgate  (Br.),  2,604  tons,  Atlantic  range  to  Plate,  coal,  pri- 

Str.  Oiida  (Br.),  1,720  tons,  Atlantic  range  to  Villa  Constutiene, 
coal,  30s,  option  Rosario,  31s  3d. 

Str.  Manwood,  2.935  tons,  north  side  of  Cuba  to  New  lork,  sugar, 
19c;  Boston,  22c;  if  New  Orleans,  17c;  May. 

Str.  Ubbergen  (Du.),  1.156  tons,  Orange,  Tex.,  to  Tampico,  lumber, 
private  terms. 

Schr.  J.  K.  Mitchell.  319  tons,  New  York  to  Bermuda,  general 
cargo  and  coal,  private  terms. 

April    25 

According  to  a  summary  issued  by  the  Department  of  Com- 
merce, imports  from  Germany  last  year  were  nearly  nine  times 
as  great  as  in  1919,  and  approximately  half  the  average  of 
trade  for  the  two  years  immediately  preceding  the  war. 

The  aggregate  value  of  declared  exports  from  London  to 
the  U.  S.  for  the  first  three  months  of  1921  showed  a  decrease 
of  about  70  per  cent  compared  with  those  for  the  same  perioc 
in  1920. 

Our  trade  with  China  during  the  past  three  years  has  in- 
creased 180  per  cent  in  value,  and  as  prices  in  1920  showed  a 
general  decline,  the  volume  of  trade  for  that  year  registered  a 
proportional  increase. 

The  fact  that  even  with  ample  banking  and  shipping  facil- 
ities our  share  of  China's  total  trade  in  1919  was  only  17  per 
cent  seems  convincing  evidence  that  closer  study  of  merchan- 
dising methods  in  the  lines  for  which  a  demand  exists  would 
yield  excellent  results. 

There  is  nothing  new  to  be  said  regarding  conditions  in 
the  charter  market,  which  remains  quiet. 

April   26 

The  most  favorable  report  on  the  charter  market  is  that 
inquiry  for  coal  carriers  is  showing  some  life,  and  the  continu- 
ance of  the  British  miners'  strike  will,  it  is  believed,  develop 
some  business  in  this  trade. 

A  number  of  steamers  which  have  been  temporarily  laid  up 
on  the  west  coast,  including  one  or  two  Shipping  Board  vessels, 
have  been  taken  out  and  are  loading  wheat  at  the  Columbia 
River  section  for  the  United  Kingdom. 

Intercoastal  operators  are  reporting  little  or  no  difficulty 
in  securing  cargoes  between  the  Pacific  and  Atlantic  coasts,  espe- 
cially since  the  fruit  growers  are  patronizing  the  water  route 
in  preference  to  the  rail  service. 

In  an  effort  to  avert  the  threatened  strike  directly  involving 
60,000  men  and  1,500  steamships,  leaders  of  the  two  groups  of 
sea  labor  and  the  American  Steamship  Owners'  Association  have 
been  invited  to  meet  in  Washington  on  April  27. 

One  or  two  scattering  charters  were  noted  for  Rotterdam 
and  France,  but  the  bulk  of  demand  continued  to  come  from 
Italy  and  Mediterranean  countries.  The  River  Plate  demand  is 
slackening,  a  few  fixtures  being  made,  but  most  all  included 
"up  river  options."  The  coastwise  market  holds  no  interest  for 
owners,  most  companies  having  more  vessels  than  they  can  keep 
moving. 

Charters 

Str.  Eastern  Guide  (Am.),  3,800  tons.  n.  r.,  Columbia  River  to 
United  Kingdom,  with  grain,  prompt,  about  $10.50. 

Strs.  Pheceda  (Du.),  18,000  quarters  grain,  and  Rubens,  Mon- 
treal, to  United  Kingdom,  6s  9d:  May. 

Str.  Teesbridge  (Br.),  Montreal  to  United  Kingdom,  2J.OOO 
quarters  grain,  6s  3d,  with  options:  May,  two  trips. 

Str.  Skegness  (Br.J,  Montreal  to  Dublin  and  Belfast.  27,000 
quarters  grain.  7s:  May. 

Str.  Georgie  (Fr.  ).  Montreal  to  Rotterdam,  32,000  quarters  grain. 
25c  per  100  Ihs.,  Canadian  currency;  May. 

Str.  Marie  Strabetos  (Greek),  a  gulf  port  to  West  Italy,  21.000 
quarters  grain,  7s  10M>d;  May. 

Str.  Stikelstad  (Nor.).  3.458  tons,  thirteen  months'  time  charter  in 
Transatlantic  trade,  6s.  delivery  Europe:  prompt. 

Str.  Monealliere  (Ital.),  Atlantic  range  to  Genoa,  coal,  private 
terms. 

Str.  Steel  Engineer,  3.450  tons,  to  West  Italy  port,  cargo  of  coal, 
private  terms;  prompt. 

Str.  Ruby.  1,896  tons,  and  Rirth,  2,429  tons,  Cienfuegosto  to  Phila- 
delphia or  New  York,  sugar,  private  terms;  April. 

Schr.  Barbara  W.  (Br.),  286  tons,  Santa  Cruz  or  Manzanilla  to 
north  of  Hatteras,  cedar  and  mahogany,  $18  on  round  logs. 

April   27 

The  big  steamship  line  vessels  are  carrying  only  partial 
cargoes,  and  the  officials  report  inability  to  meet  expenses  at 
present  rates  and  light  traffic. 

The  market  today  is  paying  $5.75  to  Rotterdam,  $5.85  to 
West  Italy,  River  Plate  $5.75,  Rosario  31s  and  Buenos  Aires  $6. 

The  Pacific  Coast  fruit  growers,  having  found  a  way  of 
avoiding  heavy  rail  rates  to  the  Atlantic  seaboard  by  patroniz- 
ing the  all-water  route,  are  now  puzzled  to  know  how  to  combat 
the  rates  from  the  Pacific  Coast  to  the  Interior  markets. 

Transportation  rates  were  increased  from  the  Northwest 
on  August  26,  1920,  to  such  an  extent  that  it  now  costs  $1  a  box 
to  haul  a  box  of  apples  to  Chicago,  which  costs  from  $1.80  to 
$2.05  to  produce.  There  are  from  1,200  to  1,300  carloads,  or  al- 
most 1.000,000  boxes  of  apples  still  in  storage  in  the  Northwest, 
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about  800  or  900  of  which  are  small  sized  apples  for  which  ship- 
PITS  arc  Undine  it  practically  impossible  to  effect  a  aale,  even  at 
prices  showing  a  sacrifice  below  cost  of  production. 

The  Steele  S.  S.  Line  has  announced  a  reduction  in  the  ton- 
nage rates  on  dried  beans  from  Pacific  Coast  loading  ports  to 
Galveston,  the  charge  being  cut  from  70c  to  66c,  effective  at 
once.  The  Steele  Line  reported  that  Inquiries  for  space  to  the 
United  Kingdom  had  become  more  active,  and  that  cotton  grain 
and  general  commodities  were  being  offered. 

The  outlook  for  Lake  freight  business  is  more  discouraging 
this  spring  than  in  many  years,  according  to  the  President  of 
the  Lake  Carriers'  Association.  Several  companies  have  al- 
ready announced  withdrawal  of  portions  of  their  fleets,  and  not 
more  than  50  per  cent  of  the  association's  tonnage  would  be  put 
into  operation  this  year  unless  a  marked  improvement  is  shown. 

The   time   charter   market    remains    practically   unchanged. 

OCEAN  TONNAGE  INCREASE 

The  Tragic  World  Washington  Bureau 

Admiral  Benson,  chairman  of  the  Shipping  Board,  and  Capt. 
Paul  Foley,  director  of  the  division  of  operations,  believe  that 
indications  point  definitely  to  an  upward  trend  in  ocean  traffic 
conditions.  The  demand  for  tonnage  is  on  the  increase  and  sub- 
stantial withdrawals  of  ships  from  the  managing  caretaker  of 
the  board  for  service  are  being  made. 

Capt.  Foley  said  ocean  freight  rates  were  getting  firmer  and 
that  revenues  were  beginning  to  shade  operating  expenses.  He 
quoted  average  gross  revenues  per  deadweight  ton  in  January, 
February  and  March  as  an  indication  of  improvement.  In  Janu- 
ary the  gross  revenue  per  deadweight  ton  was  $2.01,  in  Febru- 
ary, $2.45,  and  in  March,  $2.45. 

The  board  has  606  steel  ships  in  operation  and  a  total  of  658 
withdrawn  from  service.  The  number  of  vessels  tied  up  is  ex- 
pected to  decrease  substantially  in  the  near  future.  Tie-ups  in 
recent  weeks  exceeded  withdrawals  from  tie-up  on  an  average 
of  five  to  ten  a  week.  In  the  last  week  18  vessels  were  restored 
to  service  and  20  were  withdrawn,  several  of  the  latter  being 
small  vessels. 


SHIPPING  BOARD  VACANCIES 

The  Traffic  World  Washington  Bureau 

President  Harding  apparently  still  was  in  a  quandary  this 
week  relative  to  the  selection  of  a  new  Shipping  Board.  The 
impression  gained  ground  that  Admiral  Benson,  chairman  of  the 
board,  stood  a  good  chance  of  being  appointed  to  the  new  board 
and  that  he  might  be  selected  as  chairman. 

R.  A.  C.  Smith,  former  dock  commissioner  of  New  York, 
has  been  indorsed  for  the  chairmanship  by  the  American  Steam- 
ship Owners'  Association.  James  A.  Farrell,  president  of  the 
United  States  Steel  Corporation,  who  would  be  named  chairman 
if  he  would  accept  the  place,  has  declined  to  serve. 

Representative  Frank  Scott  of  Michigan  has  been  discussed 
as  a  possible  appointee  on  the  board.  He  is  a  member  of  the 
House  committee  on  merchant  marine  and  fisheries. 

The  Maritime  Association  of  New  York  has  asked  the  Presi- 
dent to  appoint  E.  C.  Plummer  of  Bath,  Me.,  as  a  member  of 
the  board. 

It  is  believed  that  when  the  President  does  name  the  board 
former  Senator  Chamberlain  of  Oregon  and  F.  L.  Thompson  of 
Mobile,  Ala.,  former  member  of  the  board,  both  Democrats,  will 
be  in  the  list. 


INQUIRY  INTO  PORT  CHARGES 

The  Traffic  World  Washington  Bureau 

The  Commission,  April  21  (see  Traffic  World,  April  23), 
announced  the  institution  of  an  inquiry,  Docket  No.  12861,  with 
respect  to  the  reasonableness  and  propriety  of  the  charges  of 
common  carriers  for  wharfage,  handling,  storage  and  other 
accessorial  services  at  the  south  Atlantic  and  Gulf  ports,  at  and 
south  of  Hampton  Roads,  and  also  as  to  the  propriety  of  requir- 
ing that  the  rates  and  charges  be  stated  as  whole-service  rates 
to  and  from  the  ports;  and  the  cost  of  or  charges  for  such 
services,  all  with  a  view  to  prescribing  such  reasonable  and 
proper  rules  and  regulations  and  charges  as  may  appear  to  be 
necessary.  The  order  instituting  the  investigation  was  passed 
April  9,  but  the  announcement  thereof  was  not  made  until 
April  21. 

The  subject  of  wharfage  and  port  charges  has  long  been  a 
sore  spot  in  traffic  offices  of  carriers  and  shippers;  of  conten- 
tions between  carriers  by  railroad  and  carriers  by  water;  of 
bickerings  between  carriers  and  owners  of  water-front  property, 
some  under  the  control  of  private  corporations  and  some  under 
the  control  of  states  and  some  under  the  control  of  municipali- 
ties. 

The  announcement  made  by  the  Commission  is  as  follows: 
"By  its  order  of  April  9,  1921,  the  Interstate  Commerce  Com- 
mission   instituted    an    investigation,   under    Docket   No.    12681, 
with  respect  to  the  reasonableness  and  propriety  of  the  charges 
of  common  carriers  subject  to  the  interstate  commerce  act,  and 


applicable  to  Interstate  or  foreign  commerce,  for  wharfage  nan 
dllng,  storage  and  other  accessorial  services  at  the  noiith  At- 
lantic and  Qnlf  ports  at  nnd  noiith  of  Hampton  Road*  Va  and 
also  a*  to  the  propriety  of  inclmlinK  in  ih«  mita  of  th«  carriers 
to  and  from  the  portH,  thi-  c<mt  of  or  charge  for  the  above 
services,  with  a  view  to  prescribing  guch  reasonable  and  proper 
rules  and  regulations  and  charges  ax  may  appear  to  be  neces- 
sary. 

"It  Is  the  purpose  of  the  Commission  In  this  proceeding  to 
Investigate  In  a  broad  and  comprehensive  way  the  charges  of 
the  carriers  for  the  services  above  mentioned;  the  nature  of 
the  services  rendered  by  the  carriers  for  such  charges,  and 
the  cost  thereof;  and  the  facilities  employed  by  the  carriers  In 
rendering  such  services;  and  also  to  endeavor  to  gather  Infor- 
mation, for  comparative  services,  as  to  similar  charges,  costs, 
services  and  facilities,  of  water  terminals  at  the  ports  in  quea- 
tlon  which  are  not  owned,  controlled  or  operated  by  the  carriers. 

"The  Commission  will  also  inquire  into  the  propriety  of 
absorptions  of  terminal  charges  at  the  ports  by  the  carriers,  and 
will  endeavor  to  ascertain  whether,  under  existing  conditions 
affecting  charges,  services  or  facilities  at  the  ports,  any  ports, 
shippers,  localities  or  descriptions  of  traffic  are  unduly  preju- 
diced or  preferred;  whether  the  proper  growth  and  development 
of,  or  the  construction  or  improvement  of  terminal  facilities 
at  any  ports  are  unduly  restricted;  and  whether  the  free  and 
natural  flow  of  commerce  through  the  various  ports  and  the 
economical,  expeditious  and  efficient  handling  of  traffic  at  the 
ports  is  unduly  impeded. 

"A  copy  of  this  notice  will  be  given  to  the  press,  to  the 
carriers,  and  to  all  other  parties  within  the  knowledge  of  the 
Commission  who  may  be  interested,  and  the  fullest  co-operation 
of  all  concerned  is  Invited. 

"The  proceeding  will  be  set  for  hearing  and  places  and 
dates  to  be  determined  later.  The  carriers  will  be  expected  to 
furnish  complete  and  specific  information  bearing  upon  the  ques- 
tions above  set  forth,  including  the  costs  of  performing  said 
services,  to  the  extent  of  their  ability,  and  pertinent  evidence 
of  other  interested  parties  will  be  received. 

"The  Commission  will  receive  suggestions  from  interested 
parties  as  to  dates  and  places  for  hearings,  the  time  which  they 
probably  will  require  to  present  their  evidence,  and  upon  any 
other  matters  within  the  scope  of  the  investigation,  all  of  which 
will  have  careful  consideration." 


SHIPPING  BOARD  APPROPRIATIONS 

Tht  Traffic  World  Washington  Bureau 

Admiral  Benson,  chairman  of  the  Shipping  Board,  has  re- 
quested a  deficiency  appropriation  of  $36,852,000  for  the  current 
fiscal  year  and  a  supplemental  appropriation  of  $134,000,000  for 
the  fiscal  year  beginning  July  1.  He  also  asks  $10.633.33  for 
salaries  of  the  members  of  the  Shipping  Board  who  served  as 
recess  appointees  from  December  1,  1920,  to  March  4,  1921. 

In  a  letter  to  the  House  urging  the  appropriation  of  $134,- 
000,000,  Admiral  Benson  said: 

"A  careful  estimate  having  been  prepared,  It  has  been  de- 
termined that  there  would  be  no  balance  on  hand  available  on 
July  1,  1921;  and  In  view  of  the  present  ocean  traffic  the  ships 
of  the  fleet  would  earn  during  the  first  s.ix  months  at  least  no 
net  revenue,  and  due  to  the  financial  situation,  the  market  for 
the  sale  of  ships,  plants,  and  material  is  so  poor  that  it  Is  not 
believed  probable  that  any  appreciable  amount  may  be  attained 
from  these  sources. 

"It  is,  therefore,  deemed  imperatively  necessary  that  Con- 
gress should  be  advised  of  the  existing  and  prospective  condi- 
tions and  that  sufficient  appropriations  should  be  made  to  carry 
out  existing  contracts,  to  care  for  the  property  committed  to 
the  care  of  the  board,  and  to  carry  on  the  necessary  operations." 


MARKING  OF  FOREIGN  CONTAINERS 

The  Traffic  World  Washington  Bureau 

Containers  manufactured  in  foreign  countries  must  be 
marked  in  such  way  that  the  person  buying  goods  packed  in  con- 
tainers manufactured  abroad  will  know  where  the  containers 
originated.  That  is  the  substance  of  a  Treasury  Decision,  No. 
38677,  issued  under  date  of  April  8,  but  not  given  to  the  public 
until  now.  This  decision  amounts  to  a  reversal  of  Treasury  De- 
cision No.  30029,  in  which  the  Treasury  construed  a  section  of 
the  tariff  law  of  1913  as  not  requiring  the  marking  of  bottle  caps, 
empty  cans,  bottles  and  so  forth,  of  foreign  origlin,  on  the  theory 
that,  in  the  language  of  the  statute  they  could  not  be  marked 
"without  injury"  to  the  articles  in  question.  In  the  latest  deci- 
sion on  the  subject  the  Treasury  said: 

Upon  reconsideration  the  department  ha*  reached  the  conclusion 
that  empty  containers  of  the  character  described  are  "article*  of 
foreign  manufacture  or  production"  which.  If  capable  of  being  marked 
in  their  condition  as  Imported,  come  squarely  within  the  provision*  of 
the  marking  statute  and  cannot  escape  the  operation  of  such  law  by 
virtue  of  any  possible  use  to  which  they  may  be  put  after  their 
release  from  customs  custody. 

In  harmony  with  the  foregoing,  you  (custom*  collectors)  are 
directed  to  require  nil  Imported  boxes,  can*,  tierce*,  and  similar  mer- 
chandise, which  are  capable  of  being  marked  without  injury  In  their 
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condition   as   imported,    to    be    marked   in    the    manner    prescribed    in 
paragraph  F,  supra,  irrespective  of  their  ultimate  use. 

That  part  of  T.  D.  30029  relating  to  the  marking  of  empty   con- 


to  avoid  the  possibility  of  foreign 
oririn  being  imputed  to  domestic  products  sold  in  such  imported 
,  ontainera  because  of  the  marking  of  the  latter,  the  words  Container 
made  in  ...........  "  or  some  similar  formula,  might  be  adopted. 

COAST  BUSINESS  TO  BOAT  LINES 

The  Traffic  World  Washington  Bureau 

"Continuance  of  the  present  high  freight  rates  from  the  Pa- 
cific coast  will  result  in  the  diversion  of  the  major  portion  of 
heavy  freight  traffic  to  the  steamship  lines  operating  through 
the  Panama  Canal  and  the  consequent  permanent  loss  of  traffic 
for  the  transcontinental  railroads,"  Representative  George  W. 
Edmonds  of  Pennsylvania,  ranking  member  of  the  House  mer- 
chant marine  committee,  said  April  27. 

"The  major  portion  of  the  business  done  by  the  transcon- 
tinental lines,  to  the  east,  is  the  fruit  and  farm  products  tonnage. 
The  high  rates  are  driving  the  shippers  to  the  use  of  the  canal, 
permitting  the  establishment  of  regular  lines  to  the  Atlantic 
coast. 

"Every  time  a  shipload  of  fruit  and  produce  leaves  southern 
California  it  means  a  loss  of  $150,000  to  the  railroads  of  the 
country-  The  only  manner  in  which  this  may  be  averted  is  to 
have  the  roads  lower  the  rates,  regain  the  trade,  permit  the 
sale  of  California  fruits  on  the  eastern  market  at  fair  prices,  and 
permit  a  just  profit  to  the  growers  and  the  roads  in  the  future." 

DEVELOPMENT  OF  TRADE  ROUTES 

The  Traffic  World  Washington  Bureau 

Secretary  Hoover,  of  the  Department  of  Commerce,  has  con- 
ferred with  representatives  of  the  National  Merchant  Marine  As- 
sociation with  a  view  to  making  plans  for  a  survey  of  trade 
routes  and  the  establishment  of  new  routes  through  co-operation 
with  the  Shipping  Board.  Mr.  Hoover  suggested  that  a  commit- 
tee be  appointed  by  the  association  to  work  with  the  Shipping 
Board  and  the  Department  of  Commerce.  Under  the  merchant 
marine  act  the  board  is  charged  with  the  duty  of  developing  trade 
routes  necessary  for  the  upbuilding  of  the  merchant  marine  and 
it  has  done  considerable  work  along  that  line. 


AMERICANIZATION  OF  CREWS 

The  Traffic  World  Washington  Burtau 

The  work  being  done  by  the  Shipping  Board's  Sea  Service 
Bureau  toward  the  Americanization  of  crews  on  American  ships 
is  shown  in  a  statement  issued  by  Admiral  W.  S.  Benson,  Chair- 
man of  the  Shipping  Board.  In  1917,  when  the  board  first 
started  to  place  men  on  vessels,  at  the  port  of  New  York  for  ex- 
ample, the  Americans,  below  the  grade  of  officers,  available  and 
placed  were  less  than  10  per  cent  of  the  number  required.  Dur- 
ing the  month  of  February,  1921,  76  per  cent  of  the  men  below 
the  grade  of  officers  placed  at  New  York  were  American.  Dur- 
ing the  fiscal  year  ending  June  30,  1920,  the  Sea  Service  Bureau 
placed  on  American  ships  160,863  men,  of  which  number  65  per 
cent  were  Americans.  The  development  during  the  past  few 
months  has  been  as  follows:  December,  1920,  67  7-10  per  cent 
Americans;  January,  1921,  72  7-10  per  cent  Americans;  Febru- 
ary, 1921,  77  2-10  per  cent  Americans;  March,  1921,  80  9-10  per 
cent  Americans. 

These  figures  cover  the  percentage  of  Americans  placed 
through  the  United  States.  The  figures  show  that  since  1917 
the  percentage  of  Americans  placed  has  been  changed  from  90 
per  cent  aliens  and  10  per  cent  Americans  to  20  per  cent  aliens 
and  80  per  cent  Americans.  The  Sea  Service  Bureau  is  the  only 
agency  through  which  Americans  are  given  preference  on  Amer- 
ican vessels.  The  results  accomplished  by  the  Bureau  show  the 
tiecessity  for  its  continuance  if  the  ships  which  have  been  built 
by  the  government  are  to  be  manned  by  Americans  in  order  to 
make  them  useful  as  naval  and  military  auxiliaries  in  case  of 
war. 


NEW  YORK  PORT  DEVELOPMENT 

Former  Governor  Alfred  E.  Smith,  who  has  been  appointed 
one  of  the  three  New  York  commissioners  on  the  Port  of  New 
York  Authority  to  negotiate  a  treaty  with  the  state  of  New 
Jersey  providing  for  the  future  development  of  the  port,  thinks 
that  the  best  temporary  solution  of  the  problem  of  freight  con- 
gestion in  New  York  is  the  idea  of  store-door  delivery  of  freight. 
Mr.  Smith  takes  the  position  that  the  port  of  New  York  is  suf- 
fering from  competition  with  other  Atlantic  and  gulf  ports  be- 
cause of  the  immense  cost  of  handling  freight  at  the  New  York 
and  New  Jersey  terminals.  It  is  estimated  that  it  costs  as  much 
to  handle  a  ton  of  freight  at  the  New  York  terminals  as  it  does 
to  haul  it  from  Buffalo  to  New  York. 

"Any  solution  of  the  port  problem  must,  therefore,  have  for 
its  ultimate  result  the  lowering  of  the  costs  of  doing  business 
at  the  Port  of  New  York,"  said  Mr.  Smith.  "Added  to  the  actual 
operating  costs  is  the  great  waste  that  occurs  from  delay  in  the 


handling  of  freight.  The  trucking  problem  becomes  one  of  great 
importance  when  it  is  realized  that  horse-drawn  and  motor- 
drawn  trucks  are  compelled  to  stand  for  hours  at  the  various 
terminals  awaiting  their  turn  to  get  on  the  docks.  This  must, 
of  necessity,  be  reflected  in  the  cost  of  trucking  and  consequently 
in  the  cost  to  the  ultimate  consumer.  No  relief  can  be  had  from 
'  these  conditions  until  development  is  carried  on  jointly  with  the 
state  of  New  Jersey. 

"The  one  serious  objection  offered  to  this  plan  is  the  fact 
that  it  denies  the  merchant  owning  his  own  equipment  the  right 
to  do  his  own  trucking  from  terminal  or  store-door  delivery. 
This  objection  could  be  readily  met  by  having  the  Interstate  Com- 
merce Commission  quote  an  alternate  rate  for  either  terminal 
or  store-door  delivery.  Our  merchants  should  be  made  acquainted 
with  the  fact  that  where  they  do  not  own  their  own  equipment 
store-door  delivery  will  bring  about  a  more  economic  handling 
of  freight  by  relieving  the  congestion." 

WAGES  OF  MARINE  WORKERS 

The  Traffic  World  Washington  Bureau 

Nothing  resembling  an  agreement  was  reached  at  the  con- 
ference of  marine  workers  and  steamship  interests,  held  in 
Washington,  April  27.  The  only  constructive  move  resulting 
from  the  day's  work  was  the  announcement  by  the  American 
Steamship  Owners'  Association  that  the  members  of  that  or- 
ganization were  willing  to  reduce  the  proposed  wage  reduction 
from  25  to  15  per  cent.  The  latter  figure  was  the  one  origin- 
ally decided  on  by  Admiral  Benson,  chairman  of  the  Shipping 
Board,  as  being  the  proper  reduction  to  make. 

Not  one  of  the  marine  organizations,  however,  was  willing 
to  accept  even  the  more  conservative  cut,  but  the  general  im- 
pression, after  the  conference,  was  that  the  seamen,  firemen, 
cooks  and  stewards  might  consent  to  negotiate  on  the  basis 
outlined  by  Admiral  Benson.  The  marine  engineers,  however, 
flatly  refused  to  discuss  any  reduction,  and  the  wireless  oper- 
ators also  expressed  an  unwillingness  to  come  to  terms.  Rep- 
resentatives of  the  masters,  mates  and  pilots  declined  to  par- 
ticipate because  their  agreements  do  not  expire  until  August  1. 
The  other  agreements  come  to  an  end  May  1,  and  some  oppo- 
sition developed  to  the  proposition,  submitted  by  T.  E.  Burns, 
of  the  U.  S.  Mail  Steamship  Co.,  that  a  small  committee  of 
union  leaders,  operators,  and  Shipping  Board  representatives, 
with  Admiral  Benson  as  chairman,  be  selected  to  see  whether 
an  agreement  could  be  reached,  because  it  was  feared  that  this 
committee  might  deliberate  beyond  that  date  and  so  make  the 
scales  proposed  by  the  private  owners  effective. 

No  action  was  taken  on  this  proposal,  however,  and  the 
conference  was  adjourned  until  April  28,  so  as  to  allow  the 
steamship  owners  and  operators  time  in  which  to  confer  on  the 
measure  of  the  proposed  reduction.  The  agreement  on  a  cut 
of  15  per  cent  was  the  result  of  this  conference,  which  took 
place  April  28. 

After  the  adjournment,  April  28,  a  disposition  on  the  part 
of  some  of  the  organizations,  not  to  participate  further  in  the 
conferences,  developed.  Andrew  Furuseth,  president  of  the  In- 
ternational Seamen's  Union,  however,  urged  all  to  come  back 
on  April  29,  and  added  that  those  who  refused  to  participate 
would  have  to  assume  the  responsibility  for  the  results  of  such 
action. 

Possible  intervention  by  President  Harding  in  the  wage  con- 
troversy between  the  marine  unions  and  the  shipowners  and 
Shipping  Board  was  the  only  thing  that  stood  in  the  way  of  a 
strike  May  1  as  a  result  of  developments  at  resumption  at  wage 
conference  April  29.  Representatives  of  the  unions  rejected 
Admiral  Benson's  15  per  cent  wage  cut  and  proposed  that  the 
whole  matter  be  put  up  to  the  President  for  decision.  Admiral 
Benson  declared  he  would  not  add  to  the  President's  burdens, 
adding  that  the  President  expected  him  to  handle  matters  under 
his  jurisdiction.  He  told  the  union  leaders  that  in  attempting  to 
carry  the  matter  to  the  President  they  were  shirking  their  re- 
sponsibility as  citizens.  The  conference  then  broke  up  and  the 
union  leaders  appointed  a  committee  of  Andrew  Furuseth,  of 
the  Seamen's  Union,  and  W.  S.  Brown,  of  the  Marine  Engineers' 
Union,  to  appeal  to  the  President  to  take  a  hand  in  the  matter. 
The  shipowners,  who  had  accepted  Benson's  proposition,  rejected 
the  proposal  to  go  to  the  President.  Another  proposition  made 
by  the  union  leaders  was  that  they  be  permitted  to  submit  the 
Benson  offer  to  a  referendum  vote  of  the  members.  This  also 
was  rejected  by  Admiral  Benson. 


FREIGHT   RATES   FROM    TAHITI    TO    UNITED   STATES 

Consul  Withey  reports  from  Tahiti  that  the  steamship 
freight  rates  between  Papeete,  Tahiti,  and  San  Francisco  have 
been  revised  as  follows:  General  freight  reduced  from  $24  to 
$20  per  ton;  copra,  from  $26  to  $21;  and  shell,  from  $26  to  $21. 

THROUGH  EXPORT  AND  IMPORT  RATES 

The  traffic  department  of  the  Appalachian  Corporation,  New 
Orleans,  has  prepared  for  free  circulation  among  persons  who 
care  to  have  it,  a  folder  showing  comparative  through  export 
and  import  freight  rates,  New  Orleans  vs.  New  York. 
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LOSS  AND  DAMAGE  CLAIMS 

(Ninth  of  a  so.rlrs  of  nrtli-li-s  writli-n  for  The  Traffic  World  hv  c  II 

Dleti 

In  several  previous  articles  special  mention  has  been  made 
of  the  peculiarities  and  outstanding  features  of  claims  on  com- 
modities that  are  responsible  for  a  substantial  proportion  of  our 
loss  and  damage  account,  particularly  commodities  that  are 
handled  almost  exclusively  in  carload  lots. 

The  analysis  of  loss  and  damage  payments  tabulated  by  the 
American  Railway  Association,  Freight  Claim  Division,  indicates 
that  practically  50  per  cent  of  all  loss  and  damage  is  paid  on  less 
than  carload  freight,  which  is  ordinarily  covered  by  the  broad 
term  "merchandise,"  and  aside  from  special  drives  made  by  In- 
dividual lines  that  handle  an  unusual  tonnage  of  certain  com- 
modities, such  as  live  stock,  grain,  green  fruits,  etc.,  the  efforts 
of  claim  prevention  bureaus  have  been  largely  centered  on  pre- 
venting loss  and  damage  to  less  than  carload  shipments. 

In  our  consideration  of  the  causes  responsible  for  the  increase 
in  loss  and  damage  to  less  than  carload  freight  as  a  whole  we 
must  necessarily  compare  the  ordinary  practices  followed  in  con- 
nection with  the  packing,  marking,  loading  and  stowing  of  this 
class  of  freight,  during  the  period  prior  to  1914,  with  those  gen- 
erally followed  during  the  war  and  subsequent  thereto.  In  the 
earlier  period  referred  to,  while  I  have  no  reliable  statistics  on 
the  subject,  I  believe  it  is  a  conservative  statement  to  make, 
that  the  average  load  of  merchandise,  particularly  the  so-called 
peddler  car,  loaded  with  less  than  carload  freight  for  distribu- 
tion to  a  number  of  smaller  stations,  did  not  exceed  an  average 
load  of  from  five  to  seven  tons.  The  solid  cars,  loaded  for  larger 
points,  of  course,  exceeded  this  figure,  but  with  loads  as  light  as 
this,  it  was  possible  for  the  stevedores  at  the  large  distributing 
centers  not  only  to  stow  the  freight  in  station  order,  making  it 
easily  available  for  the  way  freight  crew  to  unload,  but  also 
to  stow  without  danger  of  crushing  or  damaging  the  lighter 
packages  in  the  car.  These  comparatively  lightly  loaded  cars 
would  reach  their  destination  district  and,  on  account  of  the 
manner  in  which  the  freight  was  stowed,  there  would  be  no 
necessity  of  setting  the  car  out  short  of  destination.  Conse- 
quently the  freight  was  likely  to  reach  its  destination  on  schedule 
and  without  any  shortage  or  damage.  With  the  shortage  of 
equipment  that  developed  during  the  early  days  of  the  war  and 
became  more  acute  from  month  to  month,  there  followed  the 
necessity  of  conserving  equipment  and  the  campaign  for  capacity 
loading  not  only  applied  to  carload  shipments,  but  was  also  ex- 
tended to  include  less  than  carload  merchandise.  By  increas- 
ing the  average  load  to  from  ten  to  fifteen  tons  per  car,  many 
thousands  of  cars  were  released  for  other  loading,  but  this  was 
done  at  a  sacrifice  to  loss  and  damage  that  few  of  us  even  begin 
to  appreciate. 

It  would  seem  to  be  theoretically  possible  to  load  to  full 
visible  capacity  without  any  greater  hazard,  so  far  as  loss  and 
damage  is  concerned,  than  if  only  one-half  of  the  visible  capacity 
of  the  car  were  occupied.  This  would  be  true  in  practice  if  the 
usual  run  of  less  than  carload  freight  was  properly  packed  in 
containers  sufficiently  strong  to  stand  the  heavier  load  referred 
to.  As  a  matter  of  fact,  in  a  full  carload  of  merchandise,  there 
is  almost  invariably  a  certain  proportion  of  sacked  goods  and 
light  articles  packed  in  fibre  board  containers  that  simply  will 
not  stand  up  if  heavier  freight  is  loaded  indiscriminately  on 
top  of  it;  and  while  all  freighthouse  foremen  aim  to  load  such 
cars  with  the  idea  of  placing  the  heavier  articles  on  the  floor 
of  the  car  or  toward  the  bottom  of  the  load,  this  plan  cannot  be 
followed  out  where  the  freight  is  being  received  in  small  lots 
from  many  different  shippers  from  morning  until  time  to  close 
the  cars  in  the  afternoon.  In  other  words,  the  foreman  has  not 
the  opportunity  of  sizing  up  the  load  before  he  starts  to  build 
it,  but,  on  the  contrary,  it  is  necessary  to  take  the  freight  in  as 
it  comes  and  build  the  load  as  best  he  can  under  these  circum- 
stances.' In  many  instances  these  cars  are  held  over  for  the 
second  day's  loading  and  in  some  cases  even  three  days'  load- 
ing is  placed  in  the  same  car.  Where  this  occurs  and  two  or 
more  stations  are  loaded  in  the  same  car,  anything  like  station 
order  is  practically  impossible. 

On  the  peddler  cars  that  contain  freight  for  several  stations 
the  bad  effect  from  a  loss  and  damage  standpoint  is  more  ap- 
parent when  the  car  finally  reaches  its  destination  district  and 
is  opened  at  the  break-bulk  station  by  the  train  crew  for  un- 
loading. It  is  then  that  the  possibilities  for  loss  and  damage 
appear  plain  even  to  a  novice. 

These  heavily  loaded  peddler  cars  result  in  frequent  and 
long  delays  to  the  train  handling  them  for  unloading.  There  is 
a  tremendous  amount  of  labor  required  to  search  through  the 
load  for  the  freight  consigned  to  each  station,  and  not  infre- 
quently the  car  is  set  out  at  the  break-bulk  point  which  results 
in  a  24-hour  delay  at  least.  Where  this  occurs  at  only  a  few 
of  the  stations  for  which  the  car  contains  freight,  there  is  a 
considerable  delay  to  the  freight  consigned  to  the  more  distant 
points. 

The  extent  to  which  this  heavy  loading  has  contributed  to 
the  increase  in  loss  and  damage  to  less  than  carload  shipments 
is,  of  course,  problematical,  but  that  it  has  contributed,  and 
heavily,  is,  I  believe,  indisputable.  However,  no  student  of  this 


problem,  having  In  mind  the  nrrpsslly  of  efficient  and  economical 
use  of  our  present  day  i •l|ui|mi<-rii.  ran  consistently  couniwl  th» 
return  to  any  auch  light  loading  averages  as  thoM  that  prevailed 
In  former  years  and.  while  it  may  )«•  practical  to  lighten  up  the 
load  somewhat  In  can  containing  freight  for  several  point* 
(peddler  cars),  the  real  answer  to  this  question.  In  the  Jwlni. 
of  freight  claim  people  no  far  an  I  have  heard  them  >>xi>r«'Hs  them 
selves,  Is  that  freight  shipped  In  le.su  than  carload  lota  must  be 
packed  In  containers  substantial  enough  to  stand  ordinary  trans- 
portation In  cars  loaded  with  a  reasonable  tonnage.  While  thl» 
Is  a  very  tender  subject  with  a  great  many  concern*  that  are 
seeking  to  reduce  their  container  cost  to  the  lowest  possible  mini 
mum  and  still  stay  within  the  requirements  of  the  classification. 
it  Is  a  matter  that  will  have  to  be  adjusted  before  we  reach  ffi- 
point  In  claim  prevention  that  practically  every  rail  line  Is  at- 
tempting to  reach  at  the  present  day. 

All  claim  prevention  organizations,  Including  the  organiza- 
tion representing  the  American  Railway  Association,  are  asking 
the  shipping  public  for  its  earnest  co-operation  In  the  reduction 
of  loss  and  damage  to  freight  and  I  submit  that  It  Is  along  tin 
lines  suggested  In  the  preceding  paragraph  that  this  co-operation 
can  be  given  to  splendid  advantage. 

There  are  numerous  other  directions  In  which  such  assistance 
can  be  given  by  the  shipper,  but  none  of  any  greater  ronseqn- 
than  through  the  checking  up  of  their  container  situation  and  by 
voluntarily  strengthening  any  container  that  is  regularly  reach- 
ing its  destination  In  a  dilapidated  and  damaged  condition.  It 
is  my  thought,  in  connection  with  this  particular  phase  of  the 
loss  and  damage  situation,  that  the  proper  yardstick  to  apply  to 
the  fitness  of  any  container  is  not  altogether  whether  it  fully 
complies  with  classification  requirements,  but  whether  the  com- 
plaints from  destination  regarding  damage  upon  arrival  are 
numerous  enough  to  indicate  that  the  particular  container  in 
question  Is  not  standing  up  and  protecting  the  merchandise 
packed  in  it.  This  is  a  danger  signal  with  respect  to  a  container's 
fitness  that  can  be  recognized  a  great  deal  sooner  by  the  firm 
using  them  than  by  any  claim  prevention  organization,  and  in 
soliciting  the  active  co-operation  of  shippers  along  the  lines  of 
strengthening  their  containers,  where  they  have  such  evidence 
of  their  unfitness,  the  carriers  feel  that  while  it,  of  course,  assists 
in  reducing  the  loss  and  damage  which  they  pay,  it  is  many  times 
more  valuable  to  the  shippers  themeslves  in  maintaining  satis- 
fied customers  and  saving  them  the  expense  incidental  to  the 
presentation  and  collection  of  claims  for  loss  or  damage.  This 
expense. is  not  infrequently  almost  as  much  as  the  amount  that 
is  collected. 

In  addition  to  the  container  being  a  proper  one  for  carrying 
its  particular  load,  I  believe  the  next  item  in  importance  is  the 
legible  marking  of  every  package  shipped  in  less  than  carload 
quantities.  This  feature  alone  was  responsible  for  an  enormous 
improvement  in  connection  with  merchandise  shipped  by  express 
since  the  American  Railway  Express  Company  inaugurated  their 
right  way  plan  about  two  years  ago,  and  the  reduction  in  their 
"over  without  marks"  freight  since  the  improvement  they  were 
able  to  bring  about  in  the  correct  marking  of  freight,  has  been 
almost  beyond  belief. 

One  special  feature  in  connection  with  this  plan  developed 
and  promoted  by  the  American  Railway  Express  Company  was 
that  of  adding  a  concealed  mark  in  addition  to  the  regular  mark- 
Ings  on  the  face  of  the  package.  This  resulted  in  thousands  of 
packages,  that  would  ordinarily  have  been  over  without  marks 
and  perhaps  never  delivered  to  the  proper  consignee,  being  for- 
warded to  correct  destination  by  means  of  the  identification 
furnished  by  the  concealed  mark  which  simply  consists  of  a 
duplicate  tag  being  placed  within  the  package  where  it  can 
easily  be  located  in  the  event  of  the  outside  mark  becoming 
obliterated  or  lost. 

Above  everything  else,  every  package  shipped  should  bear 
the  shipper's  name  and  address.  This  is  not  so  essential  from 
the  standpoint  of  getting  the  shipment  to  Its  correct  destination. 
but  it  saves  endless  delays  and  difficulties  in  securing  disposi- 
tion where  for  any  reason  the  shipment  Is  refused  or  unclaimed 
at  destination.  I  am  satisfied  from  my  observations,  in  connec- 
tion with  the  marking  on  less  than  carload  freight,  that  the 
manner  in  which  innumerable  packages  are  marked  is  not  fully 
understood  by  the  responsible  officers  of  the  concerns  shipping 
these  packages;  and  while  it  is  true  the  receiving  clerk  at  the 
railroad  freight  houses  has  it  within  his  power  to  reject  any 
package  that  Is  not  properly  marked,  It  is  also  true  that  this 
action  is  taken  only  in  extreme  cases  and  I  am  sure  if  the  traffic 
manager  or  other  responsible  officers  connected  with  our  large 
shipping  interests  throughout  the  country  would  personally 
check  up  their  marking  arrangements,  they  would  In  many  cases 
voluntarily  Inaugurate  Improvements  along  this  line  that  might 
be  of  inestimable  value  in  moving  freight  promptly  to  Its  correct 
destination. 

To  point  out  one  notable  instance  of  inefficient  markine.  1 
need  only  refer  to  articles  ordinarily  shipped  in  bags  such  as 
sugar,  coffee,  rice  and  similar  commodities  where  the  marking- 
is  in  many  cases  with  a  stencil  on  the  bag  itself  and  where  such 
a  bag  is  dragged  across  a  dirty  warehouse  or  car  floor,  the  mark 
Is  practically  obliterated  by  this  first  handling.  Although  no 
bag  should  be  forwarded  without  a  substantial  shipping  tag 
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securely  attached  to  the  upper  end,  there  are  literally  thousands 
of  sacks  and  bags  moving  today  on  marks  applied  with  a  stencil 
antf  frequently  this  stencil  contains  only  the  consignee  s  initials. 

One  other  specific  instance  that  occurs  to  me  at  this  time, 
in  connection  with  less  than  carload  freight  on  which  the  sh-.pper 
himself  can  undoubtedly  prevent  much  loss  and  damage  in 
transit,  is  that  of  furniture  shipped,  crated  or  wrapped  in  burlap. 
This  commodity  shows  a  loss  and  damage,  in  the  American  Hall- 
way Association  statistics,  of  about  3%  per  cent  of  the  entin 
amount  paid;  but  of  this  3%  per  cent,  about  %  per  cent  is  in- 
cluded in  the  less  than  carload  shipments.  Every  salvage  ware- 
house and  freight  station  where  salvage  freight  is  accumulated 
in  the  country  is  a  mute  witness  to  the  inefficient  methods  em- 
ployed by  many  firms  in  protecting  their  product  from  damage 
in  transit.  This  commodity  particularly  is  difficult  to  classify 
so  far  as  freight  classification  requirements  are  concerned,  for 
the  reason  that  almost  every  separate  piece  of  furniture  requires 
a  little  different  protection  from  any  other  so  far  as  crating  and 
packing  are  concerned.  It  is  moreover  recognized  as  a  most  difficult 
commodity  to  stow  in  a  car  with  other  miscellaneous  freight  and 
at  the  same  time  prevent  its  being  damaged  enroute.  The  results 
obtained  at  furniture  manufacturing  points,  where  under  compe- 
tent supervision  the  problem  of  safe  packing  and  crating  is 
studied  by  expert  packers  and  the  work  of  protecting  is  done  not 
alone  with  the  view  of  complying  literally  with  the  classification 
requirements  but  rather  with  a  view  of  getting  the  product  to 
its  destination  in  first  class  condition,  speaks  volumes  for  what 
can  be  done  at  other  points  where  this  business  originates  in 
large  quantities  but  where  the  same  careful  attention  is  not  given 
to  preparing  it  for  shipment. 

It  might  not  be  amiss  to  mention  in  this  connection  that 
these  claims  on  damaged  furniture  are  most  aggravating,  both 
to  the  consignee  and  carrier  alike,  for  the  reason  that  a  very 
slight  damage  to  a  piece  of  new  furniture  ordinarily  results  in 
a  loss  that  is  out  of  all  proportion  to  the  damage  sustained,  due 
to  the  fact  that  repairs  cannot  be  made  satisfactorily  by  the  con- 
signee. If  the  piece  is  returned  to  the  shipping  point  or  to  the 
factory  there  is  frequently  additional  damage  on  the  return  haul 
and  the  consignee  is  generally  greatly  inconvenienced  by  the 
delay  incidental  to  its  return  for  repairs  and  reshipment  after 
repairs  have  been  made. 

The  new  furniture  problem  referred  to  in  the  preceding  para- 
graphs is  bad  enough,  as  every  freight  claim  agent  will  agree, 
but  if  the  safe  handling  of  new  furniture  is  difficult,  what  shall 
we  say  with  respect  to  second  hand  furniture,  ordinarily  classi- 
field  as  household  goods.  The  statistics  indicate  that  claims  on 
household  goods  constitute  only  one  and  one-half  per  cent  of  the 
entire  loss  and  damage  account,  but  claim  agents  will  testify  that 
the  investigation  and  settlement  of  claims  on  this  commodity  re- 
sults in  controversies,  arguments  and  disputes,  many  times  one- 
and  one-half  per  cent  of  the  entire  claim  work  in  our  offices. 
This,  of  course,  is  due  to  the  fact  that  household  goods  claims, 
generally  speaking,  are  handled  with  people  entirely  unfamiliar 
with  claim  matters  and  their  views  ordinarily  regarding  the 
damage  or  loss  sustained  are  magnified  to  such  an  extent  that 
the  adjustment  of  the  claim  is  necessarily  more  or  less  of  a 
heart-breaking  matter.  These  claims  on  houshold  goods  are  like- 
wise largely  brought  about  by  incompetent  and  careless  methods 
practiced  in  preparing  the  shipments  for  transportation  and  this 
class  of  freight  is  proverbial  for  being  poorly  marked,  if  marked 
at  all. 

The  adjustment  of  our  claims  on  household  goods  and  per- 
sonal effects  is  greatly  simplified  where  it  is  possible  to  send  a 
representative  of  the  freight  claim  office  to  the  consignee's  home 
and  there  go  over  the  damaged  articles  piece  by  piece  and  either 
arrange  for  having  them  properly  repaired  or,  in  the  case  of 
articles  entirely  demolished,  arrive  at  some  replacement  value. 
Where  such  a  plan  can  be  carried  out,  there  is  every  likelihood 
of  a  prompt  and  satisfactory  adjustment  being  made,  but  where 
the  matter  has  to  be  adjusted  by  long  distance  correspondence, 
the  adjustment  is  generally  unsatisfactory  to  both  parties. 

I  wish  to  correct  a  slight  mlsstatement  made  in  the  article 
published  in  the  Traffic  World  January  22,  p.  185,  wherein  there 
were  enumerated  several  commodities  largely  responsible  for 
concealed  logs  claims  among  which  was  mentioned  cigarettes  and 
tobacco,  along  with  clothing,  dry  goods,  boots  and  shoes,  etc.  My 
attention  was  shortly  thereafter  called  to  the  fact  that  claims 
for  concealed  losses  on  cigarettes  and  tobacco  were  actually  in- 
finitesimal as  compared  to  other  items  mentioned.  I  find  that 
this  is  true  and  I  gladly  make  this  correction,  for  although 
tobacco,  cigarettes  and  cigars  bulk  rather  extensively  in  our  claim 
account,  to  be  specific,  they  represent  about  three  per  cent  of  the 
entire  loss  and  damage  account.  These  claims  represent  other 
causes  than  concealed  loss. 


K.  &  T.  BRANCH   LINE  CONSTRUCTION 
The  Kentucky  &  Tennessee  Railway  has  been  authorized  by 
the  Commission  to  construct  a  branch  line  from  White  Oak,  Ky., 
up  White  Oak  creek,  in  a  northwesterly  direction,  a  distance  of 
230  feet,  to  reach  coal  deposits  in  McCreary  county,  Ky.,  not 
now  reached  by  a  railroad.  The  extension  will  also  serve  certain 
lumbering  and  other  interests. 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR   INJURY  TO  GOODS 
Bill  of  Lading  Prima  Facie  Evidence  Only  that  Carrier  Received 

the   Goods: 

(Supreme  Court  of  Appeals  of  Virginia.)  Bill  of  lading  con- 
stitutes prima  facie  evidence  of  fact  that  carrier  received  goods 
recited  therein,  but  this  evidence  may  be  rebutted.— Director- 
General  of  Railroads  vs.  Chandler,  106  S.  E.  Rept.  226. 

Where  plaintiff  purchased  potatoes  and  directed  seller  to 
bill  them  in  his  name  from  point  of  shipment  to  him  at  destina- 
tion and  on  delivery  of  bill  of  lading  paid  for  the  potatoes,  he 
could  not  recover  from  the  carrier  for  loss  of  the  potatoes,  where 
no  potatoes  were  ever  delivered  to  the  carrier  under  the  bill 
of  lading,  the  carrier's  agent,  due  to  the  fact  that  seller,  who  op- 
erated on  a  large  scale,  presented  to  him  for  signature  a  number 
of  bills  of  lading  purporting  to  cover  an  equal  number  of  car- 
load shipments,  all  of  which  were  signed  at  the  same  time, 
agent  failing  to  detect  the  error  in  checking  the  bills,  the  re- 
citals of  the  bill  of  lading  in  no  way  estopping  the  carrier  from 
showing  the  true  facts. — Ibid. 
Liability  of  Initial  and  Delivering  Carriers  Under  State  Statute: 

(Commission  of  Appeals  of  Texas,  Section  A.)  Where  initial 
carrier  limited  its  liability  to  damage  occurring  on  its  line  and 
did  not  receive  goods  on  through  contract,  it  was  not  jointly 
liable  under  Vernon  Sayles'  Ann.  Civ.  St.  1914,  art.  731,  with 
connecting  carriers  for  damages  to  shipment  during  transporta- 
tion, article  1830,  subd.  25,  providing  for  apportionment  of  dam- 
age between  the  carriers,  being  applicable  in  such  case. — Cren- 
welge  et  al.  vs.  Ponder  et  al.,  228  S.  W.  Rept.  145. 

In  an  action  against  connecting  carriers  for  damage  to  ship- 
ment under  Vernon  Sayles'  Ann.  Civ.  St.  1914,  art.  1830,  subd. 
25,  requiring  apportionment  between  connecting  carriers  when 
requested  by  either  party,  the  last  carrier  is  presumed  to  have 
been  at  fault  and  has  burden  of  proving  itself  not  at  fault,  or 
proving  the  proportion  of  damage  for  which  it  was  not  at  fault, 
in  which  case  the  burden  of  proof  is  shifted  to  the  next  pre- 
ceding carrier  to  acquit  itself  in  the  same  way. — Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


Personal  Effects  of  Army  Officers  Is  Not  "Property  of  the  United 

States": 

(Argued  Jan.  13,  1921.  Decided  March  7,  1921.)  The  per- 
sonal baggage  of  army  officers  is  not  "property  of  the  United 
States,"  and,  as  such,  entitled  to  transportation  by  land-grant 
railroads  at  the  reduced  rates  applying  to  government  property. 
—Oregon-Washington  R.  &  Nav.  Co.  vs.  United  States,  41  Sup. 
Ct.  329. 

•The  action  of  a  land-grant  railroad  in  charging  the  govern- 
ment for  transportation  of  the  baggage  of  army  officers  at  land- 
grant  rates,  so  rendering  its  bills  to  the  government,  and  re- 
ceiving payment  without  protest  or  assertion  of  a  greater  com- 
pensation, held  deliberate,  based  upon  a  consideration  of  its 
advantages,  and  with  no  thought  of  ultimate  assertion  of  a  right 
to  the  regular  tariff  rates,  notwithstanding  its  claim  that  such 
action  was  due'  to  the  fact  that  shipments  were  for  the  Quarter- 
master's Department  and  upon  government  bills  of  lading  in 
terms  applicable  only  to  government  property,  and  that  the 
Comptroller  of  the  Treasury  had  held  that  such  transportation 
was  entitled  to  land-grant  rates. — Ibid. 

Where  the  acts  of  a  land-grant  railroad  in  charging  the 
government  the  land-grant  rates  for  the  transportation  of  army 
officers'  baggage  was  deliberate,  and  based  on  a  consideration 
of  its  advantages  and  without  intention  of  ultimately  asserting 
a  claim  for  the  regular  tariff  rate,  it  was  not  subsequently  en- 
titled to  recover  the  balance  of  the  tariff  rate. — Ibid. 

Where  the  Court  of  Claims  found  implicitly,  if  not  explicitly, 
that  settlements  between  the  government  and  a  land-grant  rail- 
road for  the  transportation  of  army  officers'  baggage  was  final, 
and  not  tentative,  a  request  for  findings  to  the  contrary  was  a 
mere  effort  to  change  negative  to  positive  findings. — Ibid. 

As  interstate  commerce  act,  p.  22  (Comp.  St.  p.  8595).  per- 
mits reduced  rates  to  the  United  States,  and  a  ruling  of  the 
Interstate  Commerce  Commission  has  made  this  applicable  to 
property  transported  for  the  United  States,  the  duty  of  the  final 
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HI  to  colled  the  full  published  tariff  rate  on  the  personal 
is  ni  army  ofllcers  changing  stations  under  orders,  and  UH 
lack  ni  power  to  release  the  shipper  from  any  part  of  the  rate 
Inlil  not  tu  entitle  a  canter  accepting  land-grant  rates  without 
pi'oii'si  lo  collect  the  balance  of  the  tariff  rate.— Western  Pac. 
R.  Co.  vs.  United  States.  41  Supreme  Court  Rept.  332. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and    Digests  of  National   Reporter 
System,  Published  by  West  Publishing  Co..  St.  Paul.  Minn. 
Copyright  by  West  Publishing  Co.) 


Notice  of  Readiness  to  Load  About  Certain  Date  Held  Definite 
Notice: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  Where  the  ship- 
ping contract  provided  the  steamship  company  should  give  the 
shipper  notice  of  readiness  to  load,  a  notice  that  the  vessel 
would  sail  for  the  loading  port  about  a  certain  date,  and  be 
ready  to  load  on  the  stated  date  thereafter,  bound  the  steamship 
company  to  have  the  vessel  ready  to  load  on  the  stated  date. — 
New  York  &  Cuba  S.  S.  Co.  vs.  Guayaquil  &  Q.  R.  Co.,  270  Fed. 
Kept.  200. 
Contract  Made  with  Reference  to  Rules  at  Port  of  Loading: 

A  contract  for  the  shipment  of  coal  from  a  specified  port 
must  be  understood  as  having  been  made  in  view  of  the  custom 
of  the  port  with   reference  to  loading.— Ibid. 
Cargo  Need  Be  Furnished  Only  in  Reasonable  Time  After  Ship's 
Delay  in   Readiness  to   Load: 

Where  the  shipper  had  a  cargo  ready  for  the  vessel  on  the 
date  he  was  notified  she  would  be  ready  to  load,  but  the  vessel 
was  not  ready  at  that  time,  the  shipper  is  only  bound  thereafter 
to  furnish  a  cargo  for  the  vessel  within  a  reasonable  time  after 
she  is  ready  to  load. — Ibid. 

Dead  Freight  Allowed,  Where  Shipper's  Agent  Required  Sailing 
Without  Full  Cargo: 

A  vessel  which  was  ordered  by  the  fuel  company,  which  sold 
a  cargo  of  coal  to  a  shipper,  into  her  berth  at  a  time  when  a 
full  cargo  was  not  available,  and  when  she  could  not  wait  therein 
for  the  rest  of  the  cargo,  or  return  for  more,  is  entitled  to  re- 
cover from  the  shipper  dead  freight  on  the  amount  of  cargo  not 
furnished,  less  any  expense  saved  by  not  carrying  that  part. — 
Ibid. 

Messenger  Who  Arranged  for  Shipping  Libelant's  Property  Re- 
garded as  Libelant's  Agent: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  Where  a  mes- 
s<  nger  took  libelant's  property  to  a  vessel  and  made  all  arrange- 
ments for  shipping  it,  there  being  no  direct  dealings  between 
libelant  and  the  shipowner,  the  messenger  was  libelant's  agent 
without  any  known  limitation  upon  his  authority. — Hugetz  vs. 
Corapania  Trasatlantica,  270  Fed.  Rept.  90. 

Where  Libelant  Had  Option  of  Shipping  Under  Two  Arrange- 
ments, It  Was  Unnecessary  to  Present  Alternative  Contract 
to  Him: 

Where  a  libelant  had  option  of  shipping  under  a  regular  bill 
of  lading  or  under  a  parcel  tariff,  but  chose  the  latter  course, 
because   the   charges   were   less   and   the   customs   requirements 
were  less  exacting,  it  was  unnecessary  for  respondent  to  present 
the  alternative  bill  of  lading  contract. — Ibid. 
Translation   in   Record  Accepted,  Where  Not  Challenged   Below: 
Translations  in  the  record  must  be  accepted  upon   appeal, 
where  their  accuracy  was  not  challenged  below. — Ibid. 
Limitation  of  Value  Held  Valid: 

Where  a  libelant  had  the  option  of  shipping  under  a  regular 
bill  of  lading  or  under  a  tariff  applying  to  parcels  worth  not 
more  than  $5,  and  chose  the  latter  course,  there  was  a  valid 
valuation,  which  precluded  libelant  from  recovering  a  greater 
sum,  although  the  actual  value  of  the  property  exceeded  $5.— 
Ibid. 
Shipper  May  Recover  Prepaid  Freight  for  Non-delivery: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  If  the  goods 
shipped  are  not  delivered,  no  freight  is  earned,  and  the  shipper 
may  recover  the  freight  if  it  was  prepaid.— Owens  vs.  Breitung, 
270  Fed.  Rept.  190. 

Carrier  Held  to  Have  Rendered  Carriage  After  Capture  Impos- 
sible: 

'On  a  libel  to' recover  prepaid  freight  because  of  the  shipper's 
failure  to  deliver  the  cargo  at  the  port  of  destination  after  cap- 
ture of  the  vessel  where  libelant  had  voluntarily  accepted  the 
cargo  at  the  port  in  which  the  captured  vessel  was  taken,  and 
had  sold  it  there  for  the  full  price  at  destination,  thereby  pre- 
venting the  carrier  from  keeping  his  contract,  If  he  had  been 
able  to  do  so,  there  can  be  no  recovery  of  the  freight. — Ibid. 
Carrier  Held  Entitled  to  Full  Freight  After  Capture: 

A  shipowner,  who  was  prevented  from  keeping  his  contract 
of  carriage  after  capture  of  the  ship  by  the  shipper's  sale  of  the 
cargo  at  the  port  of  capture,  is  entitled  to  retain  the  entire 
freight  prepaid  for  the  voyage,  not  merely  freight  pro  rata 
itineris.—  Ibid. 


CLAIMS  FOR  OVERCHARG 

Tkt  Trmft  H'erlJ  H'aikimgiom  fltir/t* 

It  IB  not  Improbable  that  Director  Grnnral  Davis,  of  the 
Railroad  Administration,  will  flgurr  out  some  way  for  changing 
the  Administration'*  ruling  that  claim*  for  overcharge*  come 
within  the  terms  of  section  206  (c),  which  reijulrrii  all  claim* 
arising  under  federal  control  to  be  filed  on»  \..n  .in.-i  ri,.-  end 
of  control— that  I*  to  Bay,  on  or  before  February  28.  1921.  If 
he  does  not,  Senator  Cummin*  ban  promlBrd  shippers  who  did 
not  get  their  overcharge  claim*  to  the  Commission  before  March 
1,  1921,  In  accordance  with  the  ruling  of  l>  --neral  I'ayne, 

that  he  will  have  the  law  changed  BO  that  claim*  of  that  kind 
will  either  be  not  held  to  have  been  barred  by  flection  206  (c) 
or  that  the  time  for  the  filing  of  nuch  claim*  Khali  be  extended 
to  some  day  in  1922. 

A  holding  by  the  Railroad  Administration  that  It*  ruling 
Is  not  to  be  construed  as  covering  claim*  for  admitted  over- 
charges, it  Is  believed,  would  solve  the  situation.  It  would,  of 
course,  put  into  the  hands  of  the  Railroad  Administration  a 
club  with  which  it  could  get  rid  of  claim*  that  were  not  clearly 
for  overcharges,  on  its  mere  assertion  that  nuch  and  *uch  a 
claim  was  not  for  the  return  of  an  overcharge.  But  Inasmuch 
as  the  claims,  even  when  clearly  for  overcharge*,  are  barred 
by  the  ruling  that  now  control*,  such  an  amended  ruling  of 
construction  of  the  prior  ruling,  would  be  a  measure  of  relief 
for  those  shippers  whose  claims  are  now  clearly  barred  undrt 
the  ruling  made  by  Chief  Counsel  Flnerty  and  approved  by 
Director-General  Payne. 

The  Railroad  Administration  is  not  ready  to  admit  that  the 
ruling  is  wrong.  On  the  contrary,  it  is  inclined  to  contend  that 
that  was  the  only  kind  of  a  ruling  that  could  be  made  and  that 
any  kind  of  modification  would  be  a  big  concession  to  the  ship- 
pers. 


N.  Y.  C.  CHICAGO  TERMINAL 

Tlit  Traffic  World  Washington  Durtau 

In  effect,  arguments  on  the  application  of  the  New  York 
Central  for  an  authorization  by  the  Commission  to  acquire  the 
Chicago  Junction  railroad,  were  made  to  the  Commission  on 
April  28.  In  theory,  the  arguments  made  on  that  day  had  no 
immediate  bearing  on  the  application  in  question.  However, 
Luther  M.  Walter,  representing  the  trunk  lines  that  are  pro- 
testing against  the  acquisition  of  the  most  desirable  terminals 
in  Chicago  by  their  competitor;  Earnest  S.  Ballard,  represent- 
ing shippers  who  ask  that  if  and  when  the  Commission  Issue 
the  desired  authority  it  shall  impose  terms  and  conditions  of 
neutrality  on  the  New  lork  Central;  Walter  O.  Fisher,  repre- 
senting the  Chicago  Terminal  Commission;  C.  C.  Pauling  and 
other  attorneys  for  the  New  York  Central,  argued  the  question 
as  earnestly  and  as  pointedly  as  if  the  application  were  on  ar- 
gument before  the  Commission. 

The  discussion  covered  paragraphs  18  to  22,  both  inclusive, 
of  the  first  section  of  the  interstate  commerce  law,  and  para- 
graph 2  of  section  5.  It  was  brought  about  by  a  conference 
ruling  of  the  Commission,  dated  April  8.  but  not  promulgated 
until  April  23,  which  seems  to  hold  that  the  Commission  ha* 
no  Jurisdiction  over  the  question  raised  by  the  application  of 
the  New  York  Central.  That  conference  ruling  is  as  follows: 

That  the  applications  which  must  he  made  to  the  Commission  for 
certificates  of  public  convenience  and  necessity  under  paragraph  (18) 
of  section  1  of  the  Interstate  Commerce  Act  are  confined  to  new  lines 
ot  railroad  and  extensions  of  lines  of  railroad  to  be  constructed,  or 
put  in  operation  In  Interstate  or  foreign  commerce,  by  carriers  »ub- 
jict  to  the  act.  subsequent  to  the  effective  date  of  the  paragraph,  and 
t.>  lines  of  railroads  In  existence  prior  to  that  date  which  were  not 
then  being  used  in  Interstate  or  foreign  commerce,  except  that  the 
term  "abandon."  as  used  In  the  paragraph  applies  to  any  line  of  rail- 
road or  portion  thereof  owned  or  operated  by  a  common  carrier  subject 
to  said  act,  and  means  entire  cessation  of  operation  thereof  In  Inter- 
state or  foreign  commerce,  and  that  any  such  certificate  granted  by 
the  Commission  applies  to  the  property  covered  thereby,  regardless  of 
any  change  In  the  owner  or  operator  of  the  property  which  may  take 
place  after  the  certificate  is  granted. 

That  it  Is  not  necessary  to  secure  from  the  Commission  a  certifi- 
cate of  convenience  and  necessity  for  the  acquirement  of  an  ordinary 
trackage  right:  or  for  the  discontinuance  of  the  use  of  such  track- 
age right,  provided  such  discontinuance  does  not  result  in  withdrawal 
of  all  service  to  the  public  upon  the  road  or  part  of  road  over  which 
such  trackage  right  Is  exercised. 

Mr.  Walter  contended  that  the  Intention  of  Congress  In 
passing  the  paragraphs  in  the  first  section  of  the  interstate 
commerce  law  relating  to  the  construction,  acquisition,  exten- 
sion and  operation  of  railroads,  was  intended  to  prevent  waste 
of  capital  by  the  creation  of  lines  where  they  were  not  needed; 
to  encourage  the  consolidation  of  existing  lines  under  certain 
conditions  and  the  use  of  existing  facilities  in  such  a  way  that 
railroads  would  not  have  to  Indulge  in  expensive  construction 
to  protect  themselves  from  the  inroads  upon  their  business  that 
would  be  made  through  the  acquisition,  for  illustration,  of  the 
Chicago  Junction  Railroad  by  the  New  York  Central.  He  said 
that  there  was  no  question  in  his  mind  but  that  the  Pennsyl 
vania,  the  Erie,  the  Baltimore  &  Ohio  and  other  railroad*  rep- 
resented by  him  have  surh  an  interest  In  the  question  raised  by 
the  application  of  the  New  York  Central  under  paragraph  18  of 
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the  first  section,  as  to  give  them  a  standing  before  the  Com- 


„«....  by  the  Commission  of  jurisdiction  over  the '  P">P£«£ 
acquisition  of  the  Chicago  Junction  Railroad  by  the  New 
Central   he  said,  would  be  equivalent  to  saying  that  what  ( 
gress  had  sought,  could  not  be  attained  in  instances  where  t 
extension  of  an  existing  railroad  was  to  be  broug nt  ac  jut  D 
such  an  operation  as  proposed  by  the  New  York  Central   in 

liC"The  New  York  Central  came  to  this  body  for  a  certificate," 


details  and  that  its 
that  the  best  way  for 
the  application  of 


are  raised  by 

Central  is  in  concrete  cases;  but, 
appear  before  the  Commission's 

examiner  in  ttiis  case  he  was  met  with  the  instruction  of  the 
Commission  to  its  examiner,  Director  Colston  of  the  Finance 
Bureau  to  hear  testimony  on  the  terminal  question  only  in  so  far 
as  it  might  relate  to  the  question  immediately  before  the  Com- 
mission, namely,  the  application  of  the  New  York  Central.  That 
instruction,  he  insisted,  would,  if  insisted  upon,  force  him  into 
and  unsatisfactory  manner.  It  would  pre- 
and  treating  it  in  a  broad  and 


new  legisiatron      The  New  York  Central  does  not  make  mis- 
takes  in  construing  the  statute." 

In  behalf  of  shippers  whom  he  did  not  name,  Mr.  Ballard 
critically  discussed  paragraph  2  of  section  5,  which,  in  agreement 
with  Commissioner  Eastman,  he  said,  if  successfully  invoked, 
raises  a  shield  for  a  railroad  company  against  the  operation  or 
federal   and   state  anti-trust  laws   forbidding   consolidations   or 
combinations   of  competing   railroads.     He   contended   that 
additions  to  the  first  section  cover  such  a  transaction  as  is  prc 
nosed  in  Chicago,  agreeing  in  that  construction  of  the  statute 
with  Mr.  Walker.    He  said  that  his  clients,  however,  do  not  care 
who  owns  or  who  operates  the  Chicago  Junction  Railroad.    Their 
interest   is   only   in   the   preservation   of   the    service   now   per- 
formed by  the  Chicago  Junction  Railroad  for  every  railroad  en- 
tering the  City  of  Chicago,  in  the  handling  and  disposition  of 
2  200,000  cars  of  revenue  freight  annually. 

"We  ask  this  Commission  to  incorporate  in  its  certificate  per- 
mitting the  arrangement,  if  it  decides  to  issue  such  certificate, 
terms  and  conditions  which  will  assure  a  continuance  of  opera- 
tion on  the  present  neutral  basis,"  said  Mr.  Ballard.  "We  fear 
that  unless  this  Commission  does  insert  such  terms  and  condi- 
tions, the  New  York  Central,  as  the  owner  of  the  Chicago  Junc- 
tion, whether  by  lease  or  what-not,  will  be  tempted  at  some 
time  in  the  future  to  operate  that  terminal  property  in  such  a 
way  as  to  deprive  shippers  dependent  upon  it  of  some  of  the 
privileges  and  facilities  they  now  enjoy. 

"The  New  York  Central  recognizing  the  fact  that  there  might 
be  such  a  temptation,  is  willing  to  accept  such  terms  and  condi- 
tions. Of  course,  if  this  Commission  holds  that  it  has  not  juris- 
diction over  the  application,  then  the  arguments  we  make  will 
have  to  be  made  to  the  Illinois  authorities.  Declination  of  juris- 
diction by  this  body  will  send  the  applicants  to  the  state  authori- 
ties for  the  necessary  authority  to  carry  their  plans  into  effect." 
Chairman  Clark  engaged  in  several  colloquies  with  Messrs. 
Walter  and  Ballard  with  regard  to  his  own  testimony  before  the 
House  committee  on  interstate  and  foreign  commerce,  when  the 
latter  was  engaged  in  framing  the  legislation  now  on  the  books 
and  under  discussion  in  this  argument.  Apparently,  the  first 
thought  of  the  chairman,  who  was  the  spokesman  for  the  Com- 
mission before  the  committee,  was  that  the  Commission  should 
be  given  jurisdiction  over  the  construction  of  new  lines  so  that 
it  could  prevent  the  building  of  competing  lines  intended  for  sale 
to  existing  roads,  or  the  setting  up  of  competition  that  would 
deprive  existing  carriers  of  needed  business,  and  the  consequent 
employment  of  capital  in  wasteful  operations.  Mr.  Ballard  in 
particular  pointed  out  that  the  statute  as  drawn  seemed  to  be 
broader  than  the  original  proposal.  He  contended  that  the  three 
parts  of  paragraph  18  covered  engineering,  which  is  the  first  step 
ID  the  construction  of  a  new  line,  operation  carried  on  by  the 
operating  department  of  a  railroad  over  either  a  newly  con- 
structed or  newly  acquired  existing  line,  and  finally  transporta- 
tion in  the  sense  of  the  doing  of  a  common  carrier  business 
which  is  carried  on  by  the  traffic  department  of  a  railroad. 

Mr.  Fisher,  formerly  Secretary  of  the  Interior,  appeared  be- 
fore the  Commission  in  behalf  of  the  Chicago  Terminal  Commis- 
sion, which,  as  he  said,  has  been  studying  terminal  problems 
since  1914,  and  is  just  about  ready  to  publish  the  result  of  its 
studies  of  the  integration  of  carriers  by  water  and  carriers  by 
railroad  in  the  European  cities.  He  said  that  the  broad  con- 
clusion reached  by  the  commission  is  that  terminals  must  be  con- 
ducted co-operatively  and  that  competition  must  be  eliminated. 
Embarrassment  possessed  him,  he  said,  because  in  the  work  of 
the  civic  organization  which  preceded  the  creation  of  the  ter- 
minal commission,  there  was  no  more  progressive  element  than 
the  New  York  Central  and  its  officers,  especially  President  Smith. 
He  said  he  wanted  anything  he  might  say  in  the  matter  to  be 
understood  not  as  a  criticism  of  the  attitude  heretofore  taken 
by  the  New  York  Central  or  its  officers,  but  merely  as  a  warn- 
ing that  what  it  now  proposes  doing  would  not  hasten  that  period 
of  co-operation  which  its  officers  heretofore  held  to  be  desirable. 
He  said  he  did  not  know  whether  the  New  York  Central  had  be- 
come weary  by  the  long  delay  and  by  the  refusal  of  the  Interstate 
Commerce  Commission  to  make  a  broad  study  of  the  terminal 
problems  and  had  decided  that  it  would  cut  the  Gordian  knot 
by  obtaining  such  a  control  over  the  terminal  situation  in  Chi- 
cago that  through  its  own  efforts  it  might  be  in  a  position  to 
bring  about  the  better  handling  of  the  terminal  situation.  Mr. 
Fisher  said  he  appreciated  the  fact  that  the  Interstate  Commerce 
Commission  is  always  confronted  with  pressing  and  important 


HEARINGS  ON  SEAMEN'S  BILL 
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Hearings  on  the  Scott  bill,  providing  for  amendment  of 
the  LaFollette  seamen's  act  so  as  to  modify  that  law  with 
respect  to  the  regulations  governing  traffic  on  the  Great  Lakes, 
will  be  started  May  2  before  the  House  committee  on  merchant 
marine  and  fisheries. 

"What  we  need  in  the  Great  Lakes  country  is  immediate 
legislation  to  encourage  transportation,  shipping  and  shipbuild- 
ing," said  R.  J.  McLean,  chairman  of  the  Inland  Waterway 
Committee  of  the  Detroit  Board  of  Commerce,  in  a  statement 
relative  to  the  Scott  bill. 

"As  a  result  of  the  present  shipping  laws,  enacted  in  1915, 
and  which  were  framed  for  ocean  rather  than  lake  traffic,  the 
passenger  and  packet  freight  business  on  the  Great  Lakes  can- 
not be  carried  on  profitably.  As  a  result,  there  Is  no  demand 
for  ships,  and  consequently  the  shipyards  of  the  Great  Lakes 
are  closed;  and,  as  a  further  result,  thousands  of  men  are  out 
of  employment.  Not  a  hammer  is  to  be  heard  in  the  great  ship- 
yards adjacent  to  Detroit. 

"Since  the  passage  of  the  present  navigation  laws  in  1915 
the  shipping  interests  of  the  Great  Lakes  have  come  to  Wash- 
ington year  after  year  in  an  effort  to  get  remedial  legislation, 
but  they  have  not  succeeded,  perhaps  due  to  the  fact  that  they 
were  asking  for  legislation  of  interest  to  them  as  a  class.  They 
have  given  up  their  efforts  and,  as  a  result,  the  boards  of  com- 
merce and  the  shippers  throughout  the  Great  Lakes  country 
have  taken  the  matter  up  in  the  hope  that  they  can  interest 
Congress  in  enacting  laws  that  will  make  shipping  on  the  Great 
Lakes  profitable.  If  this  is  accomplished,  ships  that  are  not 
now  running  will  be  placed  again  in  service,  the  shipyards  will 
reopen,  because  there  will  then  be  a  demand  for  new  ships,  and 
we  shall  get  back  again  on  our  former  prosperous  business  basis. 
"Recently  a  conference  of  shippers  was  held  in  Detroit  to 
protest  against  the  present  navigation  laws.  All  the  boards  of 
commerce  of  the  Great  Lakes  country  sent  delegates  to  this 
conference.  Shipbuilders  were  invited  in  order  that  expert  tes- 
timony would  be  available  in  regard  to  the  burdens  that  are 
placed  on  shipping  by  the  present  navigation  laws  . 

"This  conference  expressed  the  belief  that  the  present  laws 
of  the  United  States,  governing  the  operation  of  vessels  and 
the  employment  of  seamen  and  others  thereon  upon  the  Great 
Lakes  and  their  connecting  waters,  are  burdensome  upon  the 
owners  and  operators  of  such  vessels,  forcing  unnecessary  ex- 
pense and  depriving  the  officers  of  such  vessels  of  needed  au- 
thority, and  artificially  shortening  the  season  to  the  inconven- 
ience of  shippers  and  travelers;  and  that  the  present  laws  are 
impractical  as  far  as  the  Great  Lakes  are  concerned. 

"The  conference  drafted  amendments  to  the  present  navi- 
gation laws  and  adopted  these  amendments  unanimously.  These 
amendments  have  been  submitted  to  members  of  Congress  by  a 
delegation  representing  the  conference  and  have  been  brought 
to  the  attention  of  Congress  through  a  bill  introduced  by  Con- 
gressman Frank  B.  Scott  of  Michigan,  and  it  is  confidently  pre- 
dicted by  northwestern  shippers  that  early  favorable  legislation 
may  be  expected.  The  delegation  from  the  Detroit  conference 
has  received  great  encouragement  from  senators  and  represen 
tatives. 

"We  feel  this  movement  is  as  much  in  the  interest  of  labor 
as  of  transportation,  because,  without  ships,  there  will  be  no  em 
ployment  for  seamen,  and  with  no  demand  lor  ships,  there  wil 
be  no  employment  offered  in  the  shipyards.  There  should  there 
fore  be  no  opposition  to  the  proposed  legislation,  because  it  is  to 
the  interests  of  he  general  public. 

"Two  boats  that  have  been  running  from  Detroit  to  Macki 
nac  and  which  have  been  losing  money,  have  been  taken  off  this 
route  and  are  now  for  sale,  but  no  one  wants  them  because  the: 
cannot  be  run  profitably  under  existing  navigation  laws.     The 
boat   running   from   Detroit   to    Sandusky,   Ohio,   was   taken    off 
about  three  years  ago.     The  Chippewa  and  the  Islander,  operat- 
ing in  the  Soo  district,  have  recently  been  taken  off. 

"The  American  flag  is  entirely  off  Lake  Huron  as  far  as 
passenger  and  packet  freight  ships  are  concerned,  and  we  sin- 
cerely trust  that  legislation  will  be  immediately  available  that 
will  enable  us  to  get  our  ships  back  on  the  lakes  again.  As  it 
is,  our  lake  passenger  and  packet  freight  transportation  is 
paralyzed." 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  lei.l  .ml 
actical  nature  that  confront  persons  dealing  wit  h  traffic     A  sneclalb 
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authorities  in  a  legal  opinion,  for  instance-may  obtain  this  kirn 
private  se-vice  by  the  payment  of  a  reasonable  fee.    The  right  is  re 
T'X-      VJ,?'"*"  "  •""""  '"  thi>  d<T«rtn^"t  «ny  question   legal  oV 
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traffic,    that  it   may   appear  to  us  unwise   to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemp  ated 

T     m,  «jiidre2  Qucitions  «nd  Answers  Department. 

Traffic  Barvica  Corporation.  Colorado  Building,  Washington  D  C 


Contradiction    Between   Bill  of  Lading  and   Marks  on  Goods 

Ohio.— Question:  Express  officials  claim  that  while  the  rail- 
way bill  of  lading  must  control,  the  marking  on  the  box  or 
package  of  an  express  shipment  will  control  and  not  the  express 
receipt.  Kindly  advise  regarding  same. 

Answer:  In  holding  in  cases  of  misroutlng  that  the  marks 
or  destination  on  the  package  controls  when  there  is  a  conflict 
between  the  destination  in  the  bill  of  lading  or  receipt  and  the 
marks  or  destination  shown  on  the  package,  the  Interstate 
I'iimmerce  Commission  has  made  no  distinction  between  express 
companies  and  other  common  carriers.  Conference  Ruling  433, 
1'arlin  &  Orndorft  Plow  Co.  vs.  United  States  Express  Co.,  26 
t.  C.  C.  561;  American  Agricultural  Chemical  Co.  vs.  B.  &  A. 
R.  R.,  28  I.  C.  C.  398.  However,  in  cases  involving  loss  of  or 
injury  to  goods  the  decisions  of  the  courts  are  not  uniform. 
In  the  case  of  Cappel  vs.  Weir,  92  N.  Y.  S.  365,  it  was  held  that 
the  address  shown  in  the  receipt  was  not  conclusive  and  that 
other  evidence  is  admissible  to  show  the  address  upon  the  pack- 
aue.  In  the  cases  of  Merchants  Despatch,  etc.,  R.  vs.  Moore,  88 
111.  136,  30  Am.  Rep.  531;  King  vs.  Deland,  etc.,  R.,  10  O.,  Dec- 
8  it  was  held  that  the  point  of  delivery  as  shown  in  the  bill  of 
lading  must  control.  We  are  of  the  opinion  that  if  the  action 
in  the  instant  case  is  brought  in  an  Ohio  court  that  it  would 
likely  follow  the  precedent  laid  down  in  the  case  of  King  vs. 
Deland,  etc.,  R.  R.,  10  O.  Dec.  8. 

Carrier's    Liability   at    Non-Agency   Station 

Michigan. — Question:  Will  you  kindly  advise  regarding  the 
carrier's  liability  at  a  non-agency  station  after  the  shipment  has 
been  unloaded  by  the  conductor?  One  of  the  western  roads  has 
refused  our  claim  for  a  shipment  that  was  unloaded  at  a  prepaid 
station,  but  not  receipted  for  by  the  consignee.  They  hold  a 
receipt  issued  by  their  conductor  stating  that  the  shipment  was 
unloaded  and  in  good  condition. 

Answer:  It  has  been  held  that  it  is  the  duty  of  consignees 
at  non-agency  stations,  under  the  provisions  of  the  uniform  bill 
of  lading,  to  look  for  the  arrival  of  their  freight  and  that  the 
carrier  is  not  required  to  give  notice  of  arrival  of  the  goods  to 
the  consignee. — Morrison  Tent  &  Awning  Co.  (Mo.  1915),  175 
S.  W.  220. 

Liability  of  Carrier  for  Difference  in  Weight 

Pennsylvania. — Question:  This  company  shipped  from  "A," 
N.  J.,  during  November,  1919,  two  gondola  cars,  namely  P&R- 
22114  and  NYC-332298,  loaded  with  crushing  balls,  ranging  two, 
two  and  one-half  and  three  pounds  in  size.  The  cars  were  care- 
fully loaded  at  the  "A"  plant,  where  there  were  no  track  scales 
for  weighing  the  cars,  and  forwarded  on  the  "C"  railroad  to  be 
weighed  at  "B,"  where  the  weights  were  ascertained  for  the 
billing.  These  weights  were  used  in  invoicing  the  customer  and 
assessing  the  freight  charges,  but  when  shipments  arrived  at 
destinations,  consignees  reported  a  shortage  of  1,603  pounds  and 
2,000  pounds  in  each  of  the  respective  cars.  Their  weights  were 
obtained  on  portable  scales  which  they  claim  are  regularly 
inspected  for  accuracy  and  after  furnishing  us  with  affidavits  cer- 
tifying the  weights  received  at  their  plants,  we  allowed  them 
credit  for  the  shortage  of  balls,  agreeing  to  file  freight  claim 
for  the  shortages  and  overcharges  in  transportation. 

The  "C"  railroad  is  now  refusing  to  pay  our  claims  for  these 
shortages  and  we  therefore  wish  you  could  refer  us  to  a  decision 
on  a  similar  case  and  advise  if  we  are  not  entitled  to  the  short- 
ages as  claimed  by  our  customer,  inasmuch  as  we  have  already 
rendered  our  credit  and  the  consignee  has  furnished  written 
affidavits  substantiating  their  weights. 

Answer:  The  law  provides  that  a  common  carrier,  when 
it  accepts  goods  for  transportation  becomes  an  insurer  thereof, 
and  is  liable  for  any  loss  or  injury  thereto,  unless  such  loss  or 
injury  is  caused  by  an  act  of  God,  the  public  enemy,  the  fault 
of  the  shipper,  or  the  inherent  infirmities  of  the  goods. 

"In  actions  against  the  carrier  for  damages  sustained  by 
the  owner  of  the  goods  by  reason  of  the  carrier's  default,  whereby 
a  loss  or  an  injury  has  happened  to  them,  whether  the  action 
be  based  upon  the  breach  of  duty  or  upon  the  contract,  it  will 
be  necessary  for  the  plaintiff  to  show  a  delivery  of  the  goods 
to  him,  an  undertaking  or  contract  on  his  part,  either  express 


or  Implied  to  transport  them  ••  ull«-K.  .1  and  (he  folium  to  p«r 
form  the  contract  or  his  duty  aer-ordlnic  to  hi*  undvrlakln. 
Hutchison  on  Carriers  Vol.  3  section  1346. 

Upon  such  •  showing  the  burden  il»n  r«-ntn  upon  the  car- 
rier of  showing  that  tin-  IOHH  Incurred  through  some  cause  for 
which  It  In  not  liable  as  nn  Insurer.  Oalveston,  etc..  Railroad  r». 
Wallace  223  U.  S.  481.  In  claims  for  damages  (or  IOM  In  transit, 
evidence  of  the  owner  that  a  certain  weight  wa»  loaded  at  ship 
I'iriK  point,  and  that  It  weighed  le«n  nl  destination  point  make* 
tin-  carrier  ptlrna  facie  liable  for  the  difference,  anil  placed  upon 
it  the  burden  of  proving  that  the  destination  weight  wan  wronic. 
or  that  the  difference  In  weight  was  due  to  causes  for  which 
the  carrier  is  not  liable. 

In  the  Instant  case  you  must  firm  show  the  actual  annum' 
of  freight  which  wad  delivered  to  the  carrier,  which  will  bfi 
evidenced  by  the  origin  weights,  and  that  the  same  amount  was 
not.  In  fact,  delivered  at  UK  destination.  You  should  also  be 
prepared  to  show  that  the  scales  on  which  the  freight  was 
weighed  at  destination  had  been  regularly  tested  and  found  to 
be  In  good  order,  and  that  all  of  the  freight  was  scaled  under 
the  supervision  of  a  competent  welglima.- 

In  actions  before  the  Interstate  Commerce  Commission  for 
alleged  overcharge  In  weight.  It  has  been  held  generally  that 
track  scale  weights,  if  obtained  under  favorable  conditions;  that 
Is.  if  the  weighing  has  been  performed  under  the  supervision 
of  a  competent  welghmaster  on  scales  In  good  condition,  should 
be  used  in  preference  to  weights  obtained  by  use  of  portable 
scales. 

We  are  of  the  opinion,  however,  that  this  rule  Is  not  ap- 
plicable in  an  action  at  law  for  the  loss  of  freight  In  transit, 
for  in  such  a  case  the  question  as  to  whether  the  portable  scale 
weight  should  be  used  in  preference  to  the  track  scale  weight.  In 
determining  the  amount  of  the  loss,  is  one  for  a  Jury  to  decide 
after  due  consideration  of  all  the  circumstances  in  the  case. 
If  you  are  compelled  to  enter  suit  to  enforce  your  claim,  you 
should  demand  damages  based  on  the  value  of  the  lost  freight 
at  destination  at  the  time  It  should  have  been  delivered,  less 
transportation  charges,  plus  Interest  from  the  time  the  freight 
should  have  been  delivered. 

Claims — Time  to   File 

New  York. — Question:  Please  advise  whether  the  statute 
of  limitations  of  six  months  applies  on  shipments  forwarded  on 
order-notify  bill  of  lading,  but,  through  error  of  the  transporta- 
tion company,  billed  as  straight  shipment,  and  so  delivered. 
•  Answer:  In  delivering  an  order-notify  shipment  as  a  straight 
consignment  and  without  payment  of  the  draft,  the  carrier  is 
guilty  of  a  conversion.  Because  of  the  tort  the  law  Immediately 
creates  a  new  relation  between  the  parties  Independent  of  the 
contract,  in  that  the  carrier  is  deemed  to  have  abandoned  the 
contract  of  shipment. 

Where  the  carrier  is  guilty  of  a  conversion  of  the  goods  he 
cannot  escape  liability  on  the  ground  that  the  owner  failed  to 
present  a  notice  of  his  claim  according  to  the  terms  of  tho 
shipping  contract.— People's  State  Savings  Bank  vs.  M.  K.  &  T. 
Ry.,  178  S.  W.  292. 

Demurrage — Average   Agreement 

Ohio. — Question:  In  your  issue  of  The  Traffic  World,  March 
26,  page  675,  under  the  caption  "Demurrage — Average  Agree- 
ment" question  by  "Michigan,"  which  I  have  noted  very  care- 
fully. 

We  are  vitally  interested  in  this  subject,  having  had  prac- 
tically the  same  argument  with  carriers  while  under  federal 
control,  my  contention  being  at  that  time  that,  inasmuch  as 
carriers  were  unified,  one  average  agreement  should  be  ren- 
dered instead  of  two,  which  Is  done  under  the  present  practice, 
one  agreement  being  rendered  by  the  "A"  Railroad  Company. 
another  by  the  "B"  Railroad. 

The  circumstances  in  our  case  are  as  follows:  We  are  lo- 
cated on  both  the  "A"  Railroad  Company's  tracks  and  the  "B" 
Railroad  Company's  tracks;  all  of  the  switching,  however.  In 
done  by  the  "A"  Railroad  Company  with  their  own  power  and 
crew,  under  what  they  term  the  joint  switching  agreement  or 
arrangement,  to  which  ourselves,  the  "A"  Railroad  Company 
and  the  "B"  Railroad  Company  all  agreed  some  time  ago.  in 
order  to  eliminate  a  certain  amount  of  duplication  of  effort 
and  work  accruing  by  reason  of  the  fact  that  under  the  previous 
arrangement  "B"  Railroad  furnished  an  engine  and  a  crew,  as 
well  as  the  "A"  Railroad  Company  furnished  an  engine  and  a 
crew,  both  engines  and  crew  performing  our  work  as  covering 
the  equipment  belonging  to  each  of  the  respective  lines.  The 
"A"  Railroad  Company,  in  performing  the  switching  service 
Jointly  for  the  "B"  Railroad  Company  and  themselves,  charge 
back  to  the  "B"  Railroad  Company  a  pro  rata  or  certain  agreed 
charge  per  car  for  each  and  every  "H"  Railroad  Company  car 
moved  by  them. 

From  your  answer  to  "Michigan"  I  gather  that  unless  so- 
called  joint  carrier  performing  the  switching  is  a  common  car- 
rier and  not  merely  an  agency  employed  by  the  two  trunk  lines, 
no  benefits  would  result  as  against  the  average  agreement  being 
rendered  except  separately.  You  will  understand  In  our  case 
the  switching  service  being  performed  by  the  "A"  Company 
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who  IB  a  common  carrier  (not  merely  an  agency),  we  would, 
therefore,  be  entitled  to  one  average  agreement  to  be  rendered 
by  the  "A"  Company,  who  is  a  common  carrier,  performing  the 
joint  switching.  Is  this  correct?  If  so,  cite,  if  possible,  further 
rulings  or  decisions  of  Commission  covering.  Do  you  thing  the 
Commission  would  have  power  to  rule  on  this  matter?  Would 
the  matter  of  agreement  as  to  joint  switching  arrangement  en- 
tered into  by  ourselves,  the  "A"  Company  and  the  "B"  Company 
operate  to  designate  this  "A"  Company  joint  switching  arrange- 
ment as  an  agency  employed  to  perform  the  work? 

Answer:  While  it  is  true  that  the  "A"  Railroad  Company 
is  a  common  carrier,  it  is  not  acting  as  such  when  performing 
switching  service  for  the  "B"  Railroad  Company  on  the  tracks 
of  the  "B"  Railroad  Company,  under  the  agreement  in  effect  at 
"C,"  but  is  merely  acting  as  an  agency  employed  by  the  "B" 
Railroad  Company.  The  "A"  Railroad  Company  engine  and 
crew,  in  so  far  as  the  shippers  or  consignees  are  concerned, 
must  be  considered  as  a  "B"  Company  engine  and  crew,  while 
it  is  performing  this  switching  service. 

In  view  of  the  above,  it  is  our  opinion  that  you  are  not  en- 
titled to  the  benefits  of  one  average  agreement,  for  the  reason 
that  you  are  in  reality  dealing  with  the  trunk  lines  separately 
in  the  acceptance  and  delivery  of  freight,  and  the  service  per- 
formed to  and  from  your  plant  is,  as  a  matter  of  fact,  the  sep- 
arate services  of  the  two  trunk  lines. 

Since  the  above  was  prepared  for  publication  the  Commis- 
sion's decision  in  case  No.  10813,  Penick  &  Ford,  Ltd.,  vs.  D.  G. 
et  al.,  61  I.  C.  C.  173-7,  has  been  rendered.  Our  views  on  the 
subject  are  in  direct  accord  with  those  expressed  by  the  Com- 
mission in  this  case  an  abstract  of  which  appears  in  The  Traffic 
World  for  April  23,  1921. 

Reconsignment   in   Transit 

Pennsylvania. — Question:  On  November  19,  1920,  we  shipped 
a  carload  of  iron  waterwheels,  K.  D.,  with  freight  charges  pre- 
paid from  our  factory  at  "A,"  Pa.,  consigned  to  "B,"  Md.,  routed 
via  "C"  Railroad  to  Baltimore,  Md.,  thence  via  "D"  steamer  to 
destination.  On  November  26,  1920,  we  were  advised  by  our 
local  freight  office  that  shipment  was  on  hand  at  their  "E,"  Md., 
station  refused  by  the  "D"  steamer  people  on  account  of  dimen- 
sions of  some  of  the  packages  (shipment  consisted  of  thirty  parts 
and  the  eight  largest  pieces  were  approximately  12  feet  long 
by  3  feet  wide  by  1%  feet  high  and  weighed  485  pounds  each). 
We  immediately  notified  our  local  agent  the  same  day  and  re- 
consigned  the  car  to  "P,"  Md.  The  rate  quoted  us  from  "A," 
Pa.,  to  "B,"  Md.,  was  4.8%  cents  and  to  "F,"  Md.,  45  cents.  We 
filed  a  claim  with  carrier  for  the  difference  in  freight  between 
the  two  points,  but  they  have  declined  same,  stating  shipment 
was  subject  to  rate  to  Baltimore,  and  local  rate  beyond.  Kindly 
inform  us  if  the  stand  taken  by  carrier  is  the  proper  one,  giving 
reference  to  authorities. 

Answer:  In  our  opinion  the  situation  outlined  by  you  is 
clearly  a  reconsignment  in  transit.  Under  the  provisions  of 
rules  2  and  7  of  the  General  Reconsignment  Rules,  charges 
should  be  assessed  on  basis  of  joint  through  rate  applicable  from 
point  of  origin  to  ultimate  destination,  in  accordance  with  rule 
2,  plus  reconsignment  charge  of  $3  in  accordane  with  rule  7. 

Duty  of  Shipper  to  Inspect  Car  Before  Loading 
Pennsylvania. — Question:  December  20,  1920,  we  shipped  a 
car  containing  cold  drawn  steel  bars  to  "A,"  Mass.  Car  arrived 
destination  and  was  refused  by  consignee  for  reason  that  the 
bars  were  rusted.  We  ordered  the  car  returned  to  us  and  upon 
arrival  at  our  plant  had  the  claim  agent  of  the  initial  carrier 
inspect  same.  It  was  found  that  the  floor  of  the  car  contained 
a  coating  of  sulphuric  acid,  which  corroded  the  steel. 

The  car  was  furnished  us  by  the  carrier  and  placed  on  our 
loading  track.  Shipment  was  loaded  by  our  shipping  depart- 
ment and  signed  for  in  good  order  by  the  carrier.  Due  to  cor- 
rosion of  the  bars,  the  steel  is  worth  only  scrap  price.  Can  we 
collect  full  damages  from  the  carrier?  The  above  shipment  was 
well  oiled  to  prevent  rusting  from  dampness. 

Answer:  While  the  authorities  are  not  wholly  in  accord 
as  to  the  duty  of  a  shipper  to  inspect  a  car  furnished  by  carrier 
for  the  purpose  of  determining  whether  the  car  is  in  proper 
condition,  yet  the  Interstate  Commerce  Commission  holds  to  the 
view  that  although  the  obligation  of  the  carrier  is  to  promptly 
furnish  a  suitable  car,  yet  that  it  is  not  unreasonable  to  expect 
the  shipper  to  inspect  and  to  sweep  a  car,  or  to  do  a  reasonable 
amount  of  cleaning  or  to  make  some  minor  and  inexpensive 
repairs  to  prepare  the  car  for  loading. 

If,  therefore,  the  shipper  can,  through  a  casual  inspection 
of  a  car,  learn  that  it  contained  some  foreign  substance  which 
would  injure  the  shipment  that  he  desired  to  load  therein  it 
would  be  the  shipper's  duty,  either  to  refuse  the  car  or  to  clean 
it  himself.  If,  on  the  other  hand,  a  casual  inspection  did  not 
reveal  the  unsafe  condition  of  the  car,  and  a  loss  occurred  to 
the  shipper  by  reason  thereof,  the  carrier  would  be  liable. 
Freight  and  Demurrage  Charges  Barred  by  Statute  of  Limitations 
Pennsylvania. — Question:  Will  you  be  good  enough  to  ad- 
vise whether  demurrage  or  freight  charges  are  outlawed  by 
reason  of  time  limitation?  I  would  appreciate  a  short  report, 
showing  citations,  etc. 


Answer:  As  to  interstate  traffic,  section  16,  paragraph  3,  of 
the  Transportation  Act  provides:  "All  actions  at  law  by  car- 
riers subject  to  this  act  for  recovery  of  their  charges,  or  any 
part  thereof,  shall  be  begun  within  three  years  from  the  time 
the  cause  of  action  accrues,  and  not  after." 

With  respect  to  intrastate  traffic,  it  depends  entirely  upon 
the  statute  of  the  state  wherein  the  action  is  brought  by  the 
carrier  for  recovery  of  such  charges.  It  is  a  general  rule  of 
law  that  in  order  to  avail  himself  of  such  defense  the  defendant 
must  plead  the  statute  of  limitations.  The  carriers,  as  a  rule,  do 
not  sue  for  charges  which  are  barred  by  the  statute. 
Consignee's  Right  of  Inspection  of  Shipment  on  an  "Order- 
Notify"  Bill  of  Lading 

California.— Question:  I  wish  to  know  whether  there  are 
any  regulations  governing  railroads  generally  in  respect  to  the 
right  of  consignees  or  holders  of  bills  of  lading  to  inspect  the 
shipment  before  accepting  delivery.  The  case  in  which  this 
question  has  arisen  was  a  suit  for  the  purchase  price  of  walnut 
meats  shipped  from  Los  Angeles  to  San  Francisco  on  a  shipper's 
order  bill  of  lading,  the  goods  having  been  consigned  to  the 
shipper,  but  indorsed  to  the  buyer. 

The  bill  of  lading  was  released  and  delivered  to  the  buyer, 
and  he  caused  the  goods  to  be  hauled  to  his  establishment,  and 
then  rejected  them  after  inspection.  The  goods  •  had  been  un- 
loaded from  the  cars  and  were  in  the  station  warehouse;  when 
asked  why  he  didn't  inspect  them  before  hauling  them  to  his 
own  warehouse,  he  said  that  carriers  would  never  permit  an 
inspection  under  the  circumstances  and,  besides,  there  were  no 
facilities  for  so  doing. 

My  understanding  is  that  it  is  a  universal  custom,  especially 
as  to  perishable  goods,  for  inspection  to  be  made  by  the  con- 
signee when  authorized  by  the  shipper,  but  I  would  like  to 
know  if  there  are  any  regulations  on  the  subject. 

Answer:  We  are  unaware  of  any  specific  instructions  gov- 
erning railroads  generally,  with  respect  to  the  right  of  con- 
signees or  holders  of  "order-notify"  bills  of  lading  to  inspect  the 
goods  before  accepting  delivery.  The  uniform  "order-notify" 
bill  of  lading  provides:  "The  surrender  of  this  original  order 
bill  of  lading,  properly  indorsed,  shall  be  required  before  deliv- 
ery of  the  property.  Inspection  of  property  covered  by  this 
bill  of  lading  will  not  be  permitted  unless  provided  by  law,  or 
unless  permission  is  -indorsed  on  this  original  bill  of  lading,  or 
given  in  writing  by  the  shipper." 

Notwithstanding  such  a  provision,  the  Supreme  Court  of 
New  York,  in  the  case  of  Earnest  vs.  Delaware,  Lackawanna 
&  Western  Railroad,  134  N.  Y.  S.  323,  and  the  Supreme  Court 
of  Tennessee,  in  the  case  of  Model  Mill  Co.  vs.  Carolina,  Clinch- 
field  &  Ohio  Railroad,  188  S.  W.  936,  have  recently  held  that 
the  consignee  has  the  right  to  examine  the  goods  before  accept- 
ing delivery.  In  the  Model  Mill  case  the  court  said:  "It  is 
clear  upon  authority  that  where  a  carrier  grants  the  right  of 
inspection  in  such  a  case,  his  act  does  not  amount  to  a  conver- 
sion of  the  goods,  although  it  may  result  in  a  rejection  of  the 
goods  and  subsequent  non-payment  of  the  draft  by  the  drawee. 
Dudley  vs.  Chicago,  M.  &  St.  P.  R.'Co.,  58  W.  Va.  604,  52  S.  E. 
718,  3  L.  R.  A.  (N.  S.),  1135,  112  Am.  St.  Rep.  102;  Hutchinson 
on  Carriers  (2d  Ed.),  sec.  393;  Lyons  vs.  Hill,  46  N.  H.  49,  88 
Am.  Dec.  189;  Aaron  vs.  Adams  Exp.  Co.,  276  L.  J.  183." 

While  there  may  be  some  decisions  to  the  contrary,  it  may 
well  be  said  that  the  decided  weight  of  authority  is  to  the  effect 
that  the  consignee  has  the  right  of  inspection,  even  though  the 
shipper  fails  to  make  the  notation,  "Allow  inspection"  on  the 
order-notify  bill  of  lading. 

Reconsignment  Vs.  Reshipment 

Tennessee. — Question:  A  carload  shipment  of  a  certain 
commodity,  billed  from  a  point,  say,  Norfolk,  Va.,  consigned  to 
Jones  &  Co.,  Atlanta,  Ga.,  on  a  published  commodity  rate.  On 
arrival  of  car  at  Atlanta,  consignees  pay  freight  charges,  take 
out  a  new  bill  of  lading,  and  ship  this  car  to  another  destina- 
tion, and  to  another  consignee  on  a  published  rate  from  Atlanta 
to  the  new  destination.  In  other  words,  a  new  shipment  is 
made  of  this  car  from  Atlanta  to  a  different  consignee  and  des- 
tination at  the  full  rate  from  Atlanta  to  such  destination. 

In  a  case  of  this  kind  has  the  carrier  the  right  to  assess 
reconsigning  charges  on  this  car,  also  to  assess  the  published 
class  rate  on  this  car  from  original  point  of  shipment,  say,  Nor- 
folk, Va.,  to  final  destination,  the  published  class  rate  being  in 
excess  of  the  commodity  rate  from  Norfolk  to  Atlanta,  and  the 
commodity  rate  from  Atlanta  to  the  new  destination? 

Answer:  In  our  answer  to  "Maryland"  in  The  Traffic  World 
of  April  16,  we  set  forth  the  principles  which  govern  the  de- 
termination of  whether  a  given  shipment  is  a  reshipment  or  a 
reconsignment. 

As  to  whether  a  particular  shipment  is  a  reshipment  or  a 
reconsignment,  depends  upon  all  of  the  circumstances  under 
which  that  shipment  is  made. 

While  it  appears  from  the  facts  you  have  given  in  your  let- 
ter that  this  was  a  reshipment,  and  not  a  reconsignment,  we 
are  loath  to  express  an  opinion,  unless  we  are  sure  that  we  have 
before  us  all  of  the  facts  pertaining  to  the  shipment  in  question, 
which  have  any  relation  to  the  question  at  issue.  This  in  view 
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of  wluii  ill"  United  States  Supreme  Court  ban  Bald  a*  to  the 
inirnlion  of  the  shipper  being  the  determining  point  an  to 
wliHlirr  an  effort  Is  being  made  to  defeat  the  through  Interstate 
ian>  by  rebtlliriK  so  as  to  obtain  the  benefit  of  the  lower  com- 
bination of  Interstate  and  intrastate  rates. 

Right  of  Common  Carrier  to  Prescribe  It*  Own  Form  of  Receipt 
or  Bill  of  Lading 

Iowa. — Question:  In  June  1920,  we  put  into  use  In  our  ship- 
f;  the  attached  form  of  express  receipt,  which  was  printed 
iu  conform  with  all  conditions  and  rules  of  the  Express  Classl- 
tic  ai iciii  No.  26  In  effect  at  that  time,  and  was  accepted  by  th«' 
ni-ess  company  without  question.  Since  the  effective  date 
of  Classification  No.  21,  February  4,  1921,  the  express  company 
has  requested  that  we  discontinue  the  use  of  these  forms,  of 
which  we  have  about  30,000  on  hand,  which  we  do  not  feel  like 
discarding. 

We  offered  to  rubber-stamp  our  forms  with  the  following 
indorsement :  "This  bill  of  lading  is  subject  to  the  terms  and 
conditions  set  forth  in  the  uniform  bill  of  lading  as  incorporated 
in  Kx press  Classification  No.  21,  supplements  thereto  and  re- 
issues thereof,  as  full  as  though  printed  thereon  in  full." 

As  this  indorsement  is  permissible  for  use  on  old  forms  of 
Height  bills  of  lading,  and  authorized  for  use  by  the  Interstate 
Commerce  Commission,  we  cannot  see  why  it  cannot  be  used 
on  express  forms  as  well,  when  the  same  laws  govern  the  trans- 
portation of  goods  by  express  and  freight. 

Answer:  "In  the  absence  of  statutory  provisions  affecting 
its  rights,  it  is  competent  for  a  railroad  company  to  determine 
the  circumstances  and  conditions  under  which  it  will  receive 
the  goods  which  it  holds  itself  out  to  carry,  subject  to  the  limi- 
tation that  it  must  act  in  good  faith,  reasonably  and  without 
discrimination."  Hay  vs.  Choctaw  R.  R.  Co.,  118  Fed.  169. 

"The  Interstate  Commerce  Commission  has  no  jurisdiction 
over  the  operation  of  railroads  so  long  as  the  practices  and 
charges  of  the  same  do  not  contravene  the  provisions  of  the  In- 
terstate Commerce  Act."  In  Re  Express  Rates,  24  I.  C.  C.  380. 

The  Commission  has  no  control  whatever  over  the  operation 
of  a  railroad  so  long  as  its  operations  do  not  violate  the  laws  of 
which  the  Commission  has  administration. 

The  only  statutory  provisions  we  find  affecting  the  issuance 
of  express  receipts  or  bills  of  lading  covering  the  point  in  ques- 
tion is  Section  20  of  the  Interstate  Commerce  Act  as  amended, 
which  provides  that  "any  common  carrier,  subject  to  this  act, 
shall  issue  a  receipt  or  bill  of  lading,  the  form  thereof  not  being 
lirescribed."  The  practice  by  shippers  of  making  out  their  own 
bills  of  lading  or  shipping  orders  is  merely  a  matter  of  con- 
venience; they  can  demand  that  the  carriers  perform  this  duty 
in  accordance  with  the  statute,  and  the  duty  being  upon  the  car- 
rier it  is  no  more  than  reasonable  that  it  should  determine  for 
Itself  the  form  of  receipt  which  It  will  execute. 

The   Right  of  Carrier  to  Assess  Storage  Charges  on   Unclaimed 

Shipments 

Wisconsin. — Question:  On  November  16,  1920,  John  Jones, 
located  in  this  city,  purchased  20  crates  roofing  material  from  a 
Chicago  firm  and  ordered  same  shipped  on  order-notify  bill  of 
lading  to  John  Jones,  Wisconsin  Rapids,  Wis.,  c|o  Contractor 
Blank.  John  Jones  immediately  advised  railway  agent  at  Wis- 
consin Rapids  that  "we  are  having  shipped  to  us  c/o  Contractor 
Blank  20  crates  roofing  material.  When  this  arrives  send  us 
i  the  freight  bill  and  we  will  send  you  a  check." 

On  December  9,  1920,  John  Jones  received  letter  from  rail- 
way agent  at  Wisconsin  Rapids  acknowledging  receipt  of  letter 
above  referred  to  and  inclosing  freight  bill,  also  a  bill  for  stor- 
age charges  account  goods  being  unclaimed.  We  presented 
claim,  holding  that  railway  agent  erred  in  assessing  storage 
charges  against  this  shipment  for  the  reason  that  "a  carrier 
is  not  entitled  to  storage  charges  until  it  has  made  delivery  of 
the  shipment  at  destination  by  actually  notifying  the  consignee 
of  arrival,  and  upon  the  latter's  failure  or  refusal  to  accept,  until 
it  has  given  notice  to  the  consignor  of  the  consignee's  failure 
to  accept." 

Carrier  declined  claim  on  the  ground  that  shipment  was  not 
marked  with  shipper's  name  and  address  preceded  by  the  word 
"from"  and  that  therefore  there  was  no  tariff  duty  to  notify 
shipper  and  giving  of  notice  to  consignee  would  start  storage 
charges  running  and  storage  would  accrue  until  the  shipment 
was  disposed  of  either  by  delivery  to  the  consignee  or  return 
to  the  shippers,  and  that  even  had  the  shipment  been  marked 
with  the  shipper's  name  and  address,  the  carrier  would  have 
been  entitled  to  storage  charges  for  the  15  calendar  day  period. 
It  hardly  seems  just  that  carrier  should  decline  claim  on  basis 
outlined. 

Answer:  Assuming  that  the  carrier's  agent  at  destination 
gave  proper  notice  of  arrival,  but  the  goods  were  not  claimed, 
then  the  carrier  was  not  obligated  to  send  notice  to  the  shipper 
until  after  the  expiration  of  fifteen  days,  as,  under  the  provi- 
sions of  section  B  of  the  Uniform  Storage  Rules,  a  shipment  Is 
not  unclaimed  until  after  the  expiration  of  fifteen  days,  and  it 
appears  that  John  Jones  at  Oshkosh  received  such  notice  within 
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the  proper  time  by  receiving  the  storage  bill  with  the  freight 

bill. 

Liability    for    Freight   Charges 

Utah.— Question:  Carload  shipment  arrives  billed  to  con- 
signee which  stores  in  a  public  warehouse.  Car  is  switched 
into  the  warehouse,  unloaded  and  freight  charges  paid  by  the 
warehouse  company.  Shipment  is  disposed  of  by  consignee,  who 
leaves  town,  or  is  otherwise  disqualified  financially,  earner  dis 
covers  an  undercharge  on  shipment.  Can  the  warehouse  man 
be  held  responsible  for  undercharge  under  his  bond? 

Answer:  Either  the  consignor  or  the  consignee  is  liable 
for  the  lawful  freight  charges.  The  consignor  because  ot 
his  contract  with  the  carrier  for  the  transportation  of  the 
goods  and  the  consignee  as  the  owner  of  the  goods.  With 
respect  to  third  persons,  it  is  said,  "The  mere  acceptance  from 
a  carrier  and  removal  of  a  shipment  of  goods  by  one  who  is  not 
the  consignee  named  in  the  bill  of  lading  does  not  of  itself  cre- 
ate a  primary  obligation  on  the  part  of  the  one  receiving  such 
goods  to  pay  charges  beyond  the  amount  stated  and  claimed 
by  the  carrier  at  the  time  of  such  acceptance  and  removal." 
10  Corpus  Juris,  section  704. 

In  the  case  of  Union  Pacific  R.  R.  vs.  W.  L.  Stickel  Lumber 
Co.  (Neb.),  156  N.  W.  1082,  it  was  held  that  if  the  third  party 
as  agent  for  the  consignee  were  liable,  the  carrier  should  first 
proceed  against  the  consignee  or  consignor.  It  is  our  opinion 
that  in  the  instant  case  the  warehouse  company  is  not  liable 
for  the  undercharge. 

Penalty    Charge    on    Cars    Loaded    with    Lumber    Held   for 

Reconsignment 

West  Virginia.— Question:  We  are  presented  with  bill  for 
penalty  charge  of  $90  on  a  car  of  lumber  which  was  erroneously 
consigned,  demurrage  and  penalty  accruing  before  we  knew  of 
the  mistake.  As  a  result,  these  charges  accrued  before  we 
could  get  car  reconsigned  to  proper  destination.  It  is  our  im- 
pression that  a  ruling  has  been  made  by  the  Commission  or 
courts  that  a  penalty  is  to  be  assessed  only  when  cars  are  pur- 
posely forwarded  to  some  central  point  for  distribution  by  re- 
consignment. 

Answer:  We  are  unaware  of  a  decision  wherein  it  has  been 
held  that  the  penalty  charge  is  to  be  assessed  only  when  cars 
are  purposely  held  at  reconsigning  points.  Under  the  applica- 
tion of  J.  E.  Fairbanks'  Demurrage  Tariff  4-A,  I.  C.  C.  No.  8,  as 
it  is  now  worded,  no  account  is  taken  of  the  fact  that  a  shipment 
was  reconsigned  due  to  a  mistake  of  the  shipper  in  billing  to 
a  wrong  destination. 

Inasmuch  as  the  shipment  was  actually  reconsigned,  it  is 
our  opinion  that  the  penalty  charge  must  be  assessed. 

Conversion — Measure  of  Damages 

Illinois. — Question:  In  case  of  conversion  what  is  the  proper 
basis  for  settlement — value  at  time  and  place  of  conversion, 
invoice  value  to  the  consignee,  or  value  at  destination  at  time 
shipment  should  have  arrived? 

Answer:  In  a  recent  case,  Roth  Coal  Co.  vs.  Louisville  & 
Nashville  R.  R.,  215  S.  W.  404,  in  which  numerous  cases  are 
cited,  it  is  said:  "Ordinarily,  the  market  value  at  the  time 
and  place  of  conversion  is  the  rule;  there  is  an  exception,  how- 
ever, where  the  property  is  converted  by  a  common  carrier  to 
whom  it  has  been  intrusted  for  transportation,  in  which  case 
the  rule,  supported  by  the  great  weight  of  authority,  is  that  the 
market  value  at  point  of  destination,  less  the  cost  of  transporta- 
tion, governs."  It  is  our  opinion  that  the  carrier  is  liable  for 
the  full  actual  loss  which,  under  the  decision  in  the  McCaull- 
Dinsmore  case,  is  the  market  value  of  the  goods  at  their  des- 
tination at  the  time  they  should  have  been  delivered,  less  trans- 
portation charges  plus  interest  from  such  time. 


Personal  Notes 


The  St.  Louis  office  of  the  Shipping  Board,  established  to 
promote  the  use  of  American  vessels  by  exporters  of  the  interior, 
will  be  in  charge  of  W.  K.  Kutnewsky,  as  traffic  manager,  and  T. 
Park  Hays,  of  Charleston,  S.  C.,  as  assistant  traffic  manager. 

The  Southern  Railway  System  has  announced  the  appoint- 
ment of  D.  B.  Hevron  as  district  freight  agent  at  Evansville,  Ind., 
vice  J.  T.  Mudd,  who  has  resigned. 

Edward  S.  Jouett  has  been  elected  vice-president  and  gen- 
eral counsel  for  the  Louisville  &  Nashville  Railroad.  Col.  Henry 
L.  Stone,  former  general  counsel,  has  retired. 

R.  F.  Dickson  has  been  appointed  traveling  freight  agent 
for  the  Norfolk  &  Western  Railway  at  Birmingham,  succeeding 
C.  H.  Robertson,  on  leave  of  absence. 

C.  A.  Torrence,  traffic  manager  for  the  J.  H.  W.  Steele 
Company  and  the  Steele  Steamship  Line  at  New  Orleans,  has 
been  transferred  to  Galveston  and  has  jurisdiction  over  the 
handling  of  all  Gulf  traffic  for  these  companies. 

The  Chicago  &  North  Western  Railway  has  announced  the 
following  appointments:  David  H.  Hoops,  general  freight  agent; 


John  P.  Williams,  division  freight  and  passenger  ag.-nt   at   Chi- 
cago;  H.   S.  Bischoff,  general  agent  freight  department  at  ChiJ 
cago:   and  N.  D.  Browne,  general  agent  at  Salt  Lake  City         I 

Ralph  T  Powers  has  been  appointed  commercial  agent  for 
the  Winston-Salem  Southbound  Railway  at  Cincinnati,  succeed-, 
ng  T  S  Davant,  Jr.,  resigned.  Mr.  Powers  is  succeeded  as 
commercial  agent  at  Winston-Salem,  N.  C.,  by  J.  Harold  Swa.m. 

W  H  Engelke  has  been  appointed  freight  traffic  agent  for 
the  Union  Pacific  System  at  Portland,  Ore. 

H  J  O'Neill  has  been  appointed  freight  traffic  agent  for 
the  San  Francisco  &  Portland  Steamship  Company  at  PortlandJ 
Orp 

The  Southern  Railway  System  has  announced  the  appoint- 
ment of  A.  W.  Gill  as  freight  traffic  manager  at  Cincinnati. 

E  G  Heilbronner  has  been  appointed  general  freight  and 
passenger  agent  for  the  Pittsburgh,  Lisbon  &  Western  Railroad 

Robert  L.  Stover,  formerly  traffic  manager  for  the  United 
Paperboard  Company,  has  been  appointed  traffic  manager  for 
the  National  Coffee  Roasters'  Association,  at  New  York. 

John  S  Campbell  has  been  appointed  general  western  agent 
for  the  Head  Line  and  the  Houston  Line  of  steamers,  with  head- 
quarters at  Chicago. 

DOINGS  OF  THE  TRAFFIC  CLUBS 

The  members  of  the  Association  of  Railroad  and  Steamship 
Agents  of  Boston  will  pass  on  amendments  to  their  constitution 
relative  to  the  restoration  of  active  and  associate  memberships 
at  their  meeting  on  April  30.  William  P.  Libby,  traffic  manager 
for  the  Plymouth  Cordage  Company,  will  present  a  series  i 
pictures  illustrating  the  various  processes  in  the  manufacture 
of  rope  and  twine. 

At  the  annual  spring  dinner  of  the  Louisville  Transportation 
Club  to  be  held  at  the  Pendennis  Club  the  evening  of  May  3, 
Henry  A.  Palmer,  editor  of  The  Traffic  World,  will  be  the 
speaker.  His  subject  will  be  "The  Railroad  Problem." 

A  special  dinner  meeting  of  the  York  Traffic  Club,  York, 
Pa.,  will  be  held  at  the  Y.  M.  C.  A.,  May  3.  Thomas  Shipley, 
vice-president  and  general  manager  of  the  York  Manufacturing 
Company,  will  speak  on  "Problems  Met  with  in  the  Ice  and 
Refrigeration  Field." 

The  monthly  meeting  of  the  Traffic  Club  of  Baltimore  will 
be  held  at  the  Hotel  Rennert,  May  3.  C.  E.  McCullough,  distric 
passenger  agent  for  the  Pennsylvania  Railroad,  will  speak  on 
"The  Passenger  Business." 

The  ninth  May  annual  outing  and  shad  dinner  of  the  Traffic 
Club  of  Philadelphia  will  be  held  May  14,  at  Kugler's  Old  Mo- 
hican Club  House,  Morris  Junction,  N.  J.  In  addition  to  i 
planked  shad  dinner  and  a  number  of  sporting  events,  the  pro 
gram  includes  a  baseball  game  between  the  industrial  ant 
transportation  members  of  the  clubs. 

The  Transportation  Club  of  Decatur  has  been  holding  e 
series  of  "Round  Table  Meetings,"  at  which  traffic  subjects  have 
been  discussed.  At  the  meeting  February  19,  Harry  Block' 
traveling  freight  agent  for  the  Frisco  Lines,  gave  an  interesting 
talk  on  switching  of  cars,  demurrage,  and  cost  of  demurrage 


PREFERRED  FREIGHT  SERVICE 

P.  C.  Matthews,  general  freight  and  passenger  agent  of  thf 
Midland  Terminal  Railway,  says  the  new  "preferred  freight  serv 
ice"  has  proved  a  success. 

"I  never  could  understand  the  necessity  for  a  separate  comi 
pany  and  organization  to  handle  the  express  business,"  said  he 
"Why  should  a  business  organized  to  handle  transportation  farri 
out  a  portion  of  its  traffic  to  another  company  to  handle  whe) 
that  was  the  purpose  the  railroads  were  built  for?  When  cor 
ditions  shaped  themselves  so  that  it  seemed  advisable  to  seve 
connections  with  the  express  company  we  already  had  some  idea 
for  the  handling  of  the  business,  and,  effective  last  Novembei 
we  established  what  we  call  a  preferred  freight  service,  whic! 
is  nothing  more  nor  less  than  the  handling  of  freight  and  pacH 
age  business  in  baggage  cars  on  passenger  trains  at  higher  rate 
than  are  charged  on  freight  trains.  This  business  is  handled  i 
the  same  manner  as  the  express  company  formerly  handled  ij 
with  the  exception  that  there  is  no  collection  or  delivery  servicd 
Patrons  deliver  and  call  for  goods  at  our  stations.  Shipmena 
are  billed  on  regular  freight  waybills,  but  these  bills  are  stanipej 
"Preferred  Freight  Service,"  so  that  agents  and  the  accountinj 
department  can  easily  check  the  rates." 


PETITION    FOR   REHEARING 

Complainant  in  No.  11422,  the  Procter  &  Gamble  Co.  vj 
Director-General,  has  petitioned  the  Commission  for  a  rehearia 
or  reargument. 


April  30.  1921 
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EXPRESS  FREIGHT 

and    De    Luxe    Passenger    Service 
S.  S.  BUCKEYE  STATE 

Sailing  From  Baltimore,  Md.  May  7th,  1921 

S.  S.  HAWKEYE  STATE 

Sailing  From  Baltimore,  Md.  June  llth,  1921 

DIRECT  SERVICE  TO 

Port  of  Los  Angeles,  San  Francisco  and  Hawaiian  Islands 

Rates  and  Space  on  Application 

MATSON  NAVIGATION  COMPANY 

Managing  Agentu:  United  State*  Shipping  Board 

Baltimore,  Md.,  San  Francisco,  Honolulu, 

26  South  Gay  St.  120  Market  St.  Ca.tle  &  Cooke,  Ltd. 


NOSA  LINE 

Monthly  Sailings  to  Principal  Ports 

West  Coast  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Service 

LEEWARD  AND  WINDWARD  ISLANDS-VENEZUELA— 

COLOMBIA— CURACAO 

Three  Week  Sailings 

CUBAN  SOUTH-SIDE—HAITI—DOMINICAN  REPUBLIC 
A-100  STEEL  STEAMERS 

Particular*  Furnished  Promptly  on  Request 

New  Orleans  &  South  American  S.S.  Co.,  Inc. 

604-12  Queen  &  Crescent  Bldg.,  New  Orleans,  La. 

New  York  Office,  10  Hanoyer  Snuare  Chicago  Offices,  (46  Mirquette  Building 

Cable  Address.  "ORLEANSHIP" 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT    IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whitefield  Sammia 


Phone  Main  2210 


417  SOUTHERN  BUILDING 


ROUTE  YOUR  CARGO  VIA 


MOBILE  r  GULFPORTr  PENSACOLA 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Point* 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 

Belfast,  Dublin  and  Bristol  Channel  Ports 

W*  Solicit  CenereV  Car  in 

Hamburg.  Germany.  and  Oriniimoulh.  Scot  I  »  nil  —  "COAHOMA  COUNTY."  feed- 
ing «t  Penineola.  Flu..  and  Gullport.  Mix..  due  lit.  April.  early  M.V 

Bellaif  and  Dublin—  "AFOUNDRIA."  In.  din,  it  N«w  Orion,  and  Pentaeoia.  fee 
Putacola  April  29th. 

Liverpool   and    Mancheittr—  "EASTERN    SUN."    loadlnf   Mobile.    talllm    lit*  April. 

Liverpool   and    M  ancheeter—  "  M  A  I  D  E  N    CREEK."    iMdlee    Moelle.    ..III..    May  41k. 

Liverpool  and  Manehetter—  A-  1  8t»»m«r.   loadlnf  Moblli.  tailing  late  May. 

Brlltol  City  and  Cardiff—  "CITY  OF  LORDSBURO."  loadlee.  New  Orleam  aid 
Mobile,  due  Mobile  April  2»th. 

Gliuow  and  Brlltol—  A-  1  Steamer.  due  middle  May. 

Hamburg   and   Bremen  —  A-l    Steamer.   due   lait   half    May. 

London  and  Eait  Coatt  Port*—  A-l  Steamer,  due  I  at*  May.  early  J>ee. 

Waterman  Steamship  Corporation, 

Our  Service  Backed  by  18  YeaiV  Eaperlenee 


MR,  INDUSTRIAL  TRAFFIC  MANAGER 

YOU  ARE  INVITED 
TO  ATTEND 

THE  SPRING-SUMMER  MEETING 

OF 

The  National  Industrial  Traffic  League 

(A  Voluntary  Organization  of  Industrial  Traffic  Men 
To  be  held  at  the 

Hotel  Winton,  Cleveland,  Ohio 

May  25th  and  26th,  1921 

You  will  find  the  various  sessions 
extremely  interesting  as  well  as 
profitable. 

Write  at  once  for  a  copy  of  the 
Docket,  giving  a  list  of  the  sub- 
jects which  will  come  up  for  con- 
sideration and  action. 

W.   H.  Chandler,  J.   H.   Bock, 

President  Executive  Secretary 

1207  Conway  Bldg.,  Chicago,  III. 
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THE  RAILROAD  PROBLEM! 

HOW  WILL  IT  BE  SOLVED? 

A  question  of  vital  concern  to  both  railroad  and  industrial  executives 

What  will  be  the  effect  of  the  changes  made  by  the  Transportation  Act,  1920,  in  the  Act  to 
Regulate  Commerce?  What  further  changes  should  be  made? 

Read  GARTNER'S  COMMENTARIES  ON  THE  INTERSTATE  COMMERCE  ACT,  by 
Karl  Knox  Gartner,  formerly  Attorney  and  Examiner,  Interstate  Commerce  Commission.  The 
author  points  out,  section  by  section,  the  changes  effected  by  the  Transportation  Act,  indicates 
what  the  result  of  the  changes  will  likely  be  and  makes  many  valuable  suggestions  for  further 

Price  $3.00,  Postpaid 
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940 


THE    TRAFFIC     WORLD 


Vol.  XXVII,  No.  18 


The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


CAUSE  OF  BUSINESS  SLUMP 

Editor  The  Traffic  World: 

A  great  deal  is  being  said  these  days  about  the  high  freight 
rates  being  the  cause  of  the  slump  and  present  business  con- 
ditions. The  direct  cause  of  the  present  slump  in  business  in 
this  country  and  Canada  is  the  present  chaotic  conditions  in 
continental  Europe.  It  is  true,  we  have  some  reconstruction 
work  to  do  at  home,  but  we  had  just  as  well  face  the  facts  as 
they  are  and  understand  that  until  the  nations  of  continental 
Europe  are  stabilized  so  we  can  extend  them  credit  and  resume 
trade  relations  on  a  normal  basis,  we  will  not  have  any  sub- 
stantial or  permanent  improvement  in  business  on  this  conti- 
nent; and  the  sooner  the  President  and  his  administration  at 
Washington  face  about  and  do  our  full  share  in  the  stabilizing 
of  these  countries,  just  so  soon  will  we  have  a  resumption  of 
trade  on  a  more  permanent  and  substantial  basis,  and  no  sooner. 

Kansas  City,  Mo.,  April  25,  1921.  B.  R.  Beall. 

THE  PRESIDENT'S  REMEDY 

Editor  The  Traffic  World: 

I  want  to  express  my  admiration  of  your  position  on  the 
rate  question,  as  set  out  in  the  leading  editorial  of  The  Traffic 
World  of  April  23.  Every  morning  articles  appear  in  the  daily 
papers  intimating  that  the  President's  remedy  for  all  our  evils 
is  a  wholesale  reduction  of  railroad  rates.  It  is  a  great  pity 
that  this  is  not  authoritatively  denied. 

Many  large  corporations,  to  their  eternal  disgrace,  are  cry- 
ing for  a  reduction  in  freight  rates;  if  these  reductions  were 
granted  a  wave  of  destruction  would  start  on  the  next  interest 
day  that  might  engulf  the  entire  country. 

Liquidation  is  in  full  swing.  In  some  directions  it  has  gone 
too  far.  In  many  directions  it  has  not  yet  benefited  the  con- 
sumer. The  price  of  railroad  transportation  and  the  price  of 
coal  will  probably  come  down  eventually,  but  they  must  not 
come  down  until  railroad  labor  and  mine  labor  are  back  to  a 
sane  and  sensible  basis.  If  someone  is  not  strong  enough  to 
withstand  the  clamor  for  reduced  rail  rates,  God  pity  us  all. 

W.  L.  Andrews,  Vice-President, 

Consolidation  Coal  Co. 

Baltimore,  Md.,  April  26,  1921. 


FOR  GOVERNMENT  OWNERSHIP 

Editor  The  Traffic  World: 

I  beg  to  refer  to  your  issue  of  April  16,  page  829,  the  article 
by  George  W.  Collins,  which  you  have  headed,  "He  Believes  In 
This  Dream,"  adding  your  note,  and  to  inform  you  that  I  have 
for  some  years  adhered  to  the  same  principles  exactly  as  Mr. 
Westfall  and  Mr.  Collins  have  "dreamed,"  but  I  have  done  so 
with  both  eyes  wide  open. 

Mr.  Westfall  and  Mr.  .Collins  expressed  my  views  so  fully 
that  it  is  unnecessary  for  me  to  go  into  the  details  again,  but 
I  would  like  to  say  to  you  that  the  men  who  have  the  actual 
experience,  and  have  had  it  for  years,  with  the  transportation 
proposition  in  this  country,  in  my  estimation,  are  far  more  able 
to  give  a  correct  opinion  as  to  what  would  be  proper  to  do  to 
improve  the  transportation  than  anyone  who  merely  sits  at  a 
desk  and  writes  or  even  "reads"  any  of  the  propaganda  that  is 
being  put  out  so  profusely  of  late. 

I  can  only  paraphrase  an  utterance  which  I  have  read  re- 
cently in  the  papers,  by  saying  that  I  believe  in  less  "pestiferous" 
politics  in  government  and  more  ideal  government  in  business. 
A.  Van  C.  Schenck,  Traffic  Manager, 
Wm.  E.  Dee  Company. 

Chicago,  April  28,  1921. 


REGULATION  OF  STATE  RATES 

Editor  The  Traffic  World: 

I  have  been  requested  to  submit  to  The  Traffic  World  for 
publication  a  letter  in  which  I  commented  upon  the  answer  by 
the  officers  of  a  state  to  the  bill  for  injunction  filed  by  the  car- 
riers to  prevent  interference  with  the  collection  of  freight  rates 
and  passenger  fares  prescribed  by  the  Interstate  Commerce  Com- 
mission. In  part  the  letter  was  as  follows: 

As    to   the    grouping   question,    when    the    transportation    act    was 
passed.   It  seemed  to  me  that  Congress  might,    under  the   commerce 
Inuse,  deal  with  railways  in  groups  instead  of  with  the  various  cor- 
porate   units.      A    particular    railroad    company    has    no    constitutional 


had    if  thev  do  not  altogether  lose  their  relevancy. 

The  answer  errs  in  the  assumption  that  the  transportation  act 
takes  from  the  state  the  rate-making  power.  It  carefully  leaves  that 
power  in  the  state.  The  transporation  act  simply  says  to  the  state 
that  in  making  state  rates  it  must  make  them  right.  It  had  become 
manifest  to  Congress  that  many  states  had  made  rates  with  the  intent 
that  they  would  be  wrong — that  they  would  prefer  the  state — that 
they  would  burden  interstate  commerce,  and  prejudice  interstate 

1PA  great  deal  is  said  in  the  answer  about  the  people  of  your  state 
and  about  the  sovereign  state  itself.  To  end  disptite  on  the  subject 
the  Fourteenth  Amendment  started  out  by  saying  that  "all  persona 
born  or  naturalized  in  the  United  States,  and  subject  to  the  juris- 
diction thereof,  are  citizens  of  the  United  States  and  of  the  state 
wherein  they  reside."  Previously  some  had  the  idea  that  there  was 
only  citizenship  in  the  state,  while  others  thought  that  if  there  were 
two  citizenships  allegiance  to  the  state  was  paramount.  In  the 
light  of  the  amendment  it  is  clear  that  the  citizens  of  your  state  are 
as  much  concerned  in  the  national  welfare  as  they  are  in  the  welfare 
of  their  state.  It  may  be  said  that  the  prime  allegiance  is  to  the 
nation.  If  the  national  welfare  requires  henceforward  a  different 
method  of  dealing  with  the  highways  and  instrumentalities  of  inter- 
state commerce,  then  the  new  method  will  be  to  the  interest  and 
value  of  the  citizens  of  your  state  in  their  capacity  as  citizens  of  the 
United  States.  Citizens  of  the  United  States  in  any  state  should 
march  with  national  citizens  in  national  affairs.  The  citizens  of  the 
nation  vastly  outnumber  the  citizens  of  the  most  large  and  populous 
state;  and  accordingly  their  welfare  is  paramount  to  local  interests. 
It  was  Shreveport  cases  which  broke  down  our  first  constitutional 
government  and  caused  the  abandonment  of  the  Articles  of  Confed- 
eration and  the  adoption  of  the  Constitution  with  a  commerce  clause. 
That  is  when  national  interests  wen-  definitely  declared  to  be  in  many 
relations,  superior  to  those  of  the  state.  This  historic  fact  is  very 
important  when  it  comes  to  considering  how  far  the  state  may  go 
in  dealing  with  commerce. 

The  charter  contracts  existing  between  the  carriers  incorporated 
by  your  state  and  the  state  itself,  about  the  so-called  impairment  of 
which  the  answer  has  much  to  say,  were  made  as  all  other  con- 
tracts are  made,  namely,  in  the  light  of  what  progress  may  lawfully 
bring  to  pass.  Moreover,  the  nation  is  not  forbidden  by  the  Consti- 
tution to  impair  the  obligation  of  a  contract. 

The  answer  says  that  the  transportation  act  does  not  drline 
clearly  what  is  "undue,  unreasonable  or  unjust  discrimination  against 
interstate  or  foreign  commerce."  Neither  has  Congress  ever  denned 
what  is  a  reasonable  rate.  Yet  reasonable  rates  have  been  prescribed 
by  it  and  have  withstood  attack.  No  such  precise  definition  as  the 
answer  contends  for  could  be  made;  and  a  general  finding  by  the 
Commission  upon  reasonably  sufficient  evidence  that  interstate  com- 
merce has  been  subjected  to  discrimination  will  be  sustained,  as  such 
findings  have  been  sustained  in  other  discrimination  cases  and  in 
rate  cases.  Indeed,  the  decisions  have  left  the  matter  of  discrimina- 
tion more  completely  in  the  hands  of  the  Commission  than  the  reason- 
ableness of  a  rate  has  been. 

The  answer  says,  after  mentioning  the  remarkable  resources  of 
your  state,  and  the  physical  features  favoiing  cheap  operation,  that 
"the  people  of  this  state  are  entitled  to  all  these  natural  advantages 
heretofore  enumerated,  and  all  other  natural  advantages."  The 
question  is  whether  the  people  of  your  state  as  citizens  of  the  state 
are  entitled  to  all  of  these  advantages  or  whether  the  people  of  your 
state  as  citizens  of  the  United  States  and  in  common  with  other  citi- 
zens of  the  United  States  are  entitled  to  them.  Citizens  of  the  United 
States  (in  your  state  and  outside  of  it),  have  a  right  to  share  in  and 
enjoy  whatever  of  value  your  state  contributes  to  the  nation — just 
as  your  state  shares  in  and  prospers  by  the  contiibutions  of  other 
states.  Congress  having  determined  what  is  the  best  thing  for 
national  transportation,  the  citizens  cf  the  United  States  in  your 
state  may  have  a  greater  interest  in  the  inffrcement  of  the  trans- 
portation act  than  the  same  persons  have  as  citizens  of  your  state  in 
the  non-enforcement  of  it. 

Of  course  the  transportation  act  does  not  undertake  to  change 
the  boundaries  of  states  as  political  corporations — it  merely  author- 
izes the  Commission  to  divide  the  United  States  into  transpoi  tation 
groups.  Therefore,  the  clauses  of  the  Constitution  maintaining  the 
integrity  of  the  state  as  a  political  organization  have  no  application 
here. 

It  is  not  to  the  disadvantage  or  to  the  humiliation  of  your  state 
that  as  a  "sovereign  state"  it  may  be  invited  into  litigatk  n  by  the 
Interstate  Commerce  Commission  in  a  case  involving  national  inter- 
ests. In  the  proper  solution  of  the  national  question  the  citizens  of 
your  state  may  have  (as  citizens  of  the  United  States)  a  greater  inter- 
est than  they  have  in  local  conditions.  Therefore,  they  should  exam- 
ine a  national  problem  from  a  national  point  of  view.  On  that  point 
Chief  Justice  Taney  said  (Ableman  vs.  Booth,  21  Howard,  506): 

"Nor  is  there  anything  in  this  supremacy  of  the  p'lu  ral  ^ovrrn- 
ment,  or  the  jurisdiction  of  its  judicial  tribunals,  to  awaken  tin- 
jealousy  or  offend  the  natural  and  just  pride  of  state  sovereignty. 
Neither  this  government,  nor  the  powers  of  which  we  are  speaking, 
were  forced  upon  the  states.  The  Constitution  of  the  United  States, 
with  all  the  powers  conferred  by  it  on  the  general  government,  and 
surrendered  by  the  states,  was  the  voluntary  act  of  the  people  of  thf 
several  states,  deliberately  done,  for  their  own  protection  and  safety 
against  injustice  from  one  another.  And  their  anxiety  to  preserve  it 
in  full  force,  in  all  its  powers,  and  to  guard  against  resistance  to  01 
evasion  of  its  authority,  on  the  part  of  a  state,  is  proved  by  tht 
clause  which  requires  that  the  members  of  the  state  legislatures,  and 
all  executive  and  judicial  officers  of  the  several  states  (as  well  ai- 
those  of  the  general  government),  shall  he  bound,  by  oath  or  affirma- 
tion, to  support  this  Constitution.  This  is  the  last  and  closing  clausi 
of  the  Constitution,  and  inserted  when  the  whole  frame  of  govern- 
ment, with  the  powers  hereinbefore  specified,  had  been  adopted  b>; 
the  convention;  and  it  was  in  that  form,  and  with  these  powers,  that 
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Pacific  Mail  Steamship  Co. 

Under  American  F/a«-PASSENGERS  AND  FREIGHT  E<raMJ<A«*  114$ 

TRANS-PACIFIC  SERVICE 

"  I  he  Sunihine  Belt  to  the  Orient" 

San  Franciaco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 
Hongkong 

Paeeenger  and  freight  sailings  by  new  and  luxurious  U.  5.  Shipping  Board 

steamers  Golden  Staff  (May  28th):   and  Empire  State  (July 

23rd):  and  [lending  delivery  3  other  U.  S.S.  B.  steamers  by  the 

popular  5.  5.  Ecuador  (June  25th)  and  5.  S.  Colombia 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 

Singapore,  Colombo,  Madras,  Calcutta 

Passenger  and  freight  sailings  monthly  by  S.S.  Creole  State  (May   12th): 
5.  5.  Wolverine  State  (June  Nth);  Granite  State  (July  12th). 

PANAMA  SERVICE 

San  Francisco,  Los  Angelrs  Harbor  to  Mexico,  Guatemala,  Salvador, 

Nicaragua,  Coata  Rica,  Canal  Zone 
Passenger  and  freight  sailings  every  2  weeks 

SAN  FRANCISCO-BALTIMORE  SERVICE 

San  Francisco,  Los  Angeles  Harbor  to  Central  America. 
Norfolk  and  Baltimore 

Freight  only  (via  Panama  Canal) 

SHANGHAI-HONGKONG-CALCUTTA  SERVICE 

Between  Shanghai,  Hongkong,  Saigon,  Singapore,  Penang,  Rangoon, 

Calcutta 
Freight  only.     Sailings  every  ten  days — eight  U.  S.  S.  B.  steamers 

ROUND-THE-WORLD  SERVICE 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Dairen,  Tientsin, 
Shanghai,    Manila.    Saigon,   Singapore,  Calcutta,    Colombo,   Bombay, 

Alexandria,   Bizerta,   Marseilles,   Barcelona,   thence   Baltimore. 

Cristobal,  Los  Angeles  Harbor  and  San  Francisco  •  via  Panama  Canal) 

Freight  only.     Monthly  sailings — U.  S.  S.  B.  Steamers 

Through  billf  of  lading  issued  to  and  from  point*  beyond  port*  of  call 

General  Passenger  and  Ticket  office:      621\Market  St.,  San  Francisco 

General  Offices:  508  California  Street,  San  Francisco 

10  Hanover  Square.  N.  Y.      400  Exchange  Place.  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 


CUNARD 

ANCHOR   , 

ANCHOR-DONALDSON 


Regular  Services 


NEW  YORK 
BALTIMORE 
MONTREAL 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 

ANTWERP 

HAMBURG 

MEDITERRANEAN 


Between 


and 


BOSTON 
PHILADELPHIA 
PORTLAND,  ME. 

LIVERPOOL 

SOUTHAMPTON 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 

LEVANT 


General  Offices  :   21-24  Slate  St.,  N.  Y.  City 

Chicago  Office: 
Cunard  Bldg..  1 4O  N.  Dearborn  Street 


AtKnU,    56    N.    Fonytht 

St. 
Baltimore.    107   E.    Baltl- 

mort  St. 

Button.    128  State  St. 
Cleveland.     Hotel     Clive- 

land    Bldg. 
Detroit.     35     Washington 

Blvd. 
Mlnneapolle.     Third     St. 

and  Second  Av«.,  So. 
Montreal,  20  Hoipltal  St. 
New  Orleani.  205  8t. 

Charlei   St. 


St.    Lou.-,    -. 

Saa    Franclico.   501    Mar- 
ket  St. 

Seattle,   621    Second   Ave. 

Vancouver,    622    Haitlngi 
St.   W. 

Waihlngtoa,    D.    C..    117 
14th   St.   N.   W. 

Winnipeg.   270   Main  St. 
Or   Load   Aeentt 


Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Broken,  Forwarding 
and  Clearing  House  Agent t 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

References:  Dun  &  Bradstreet,  Milmo 
National,  Laredo  National,  First  State 
Bank  &  Trust  Co.,  all  banks  of  Laredo, 
Texas,  and  Mexico  City  Banking  Cor- 
poration, of  Mexico  City. 


HAL  L.  BRENNAN 
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the  Constitution  was  submitted   to  the   people  of  the   several   states, 
for  their  consideration  and  decision." 

The  foregoing  may  Interest  those  who  are  now  concerned 
in  the  operation  of  the  transportation  act  and  the  regulative 
power  that  lies  behind  it. 

T.  J.  Norton,  Assistant  General  Solicitor, 

A.  T.  &  S.  F.  Ry  Co. 
Chicago,  April  23,  1921. 

THE  FOLLY  OF  FAULTY  PACKING 

Editor  The  Traffic  World: 

No  one  would  think  it  possible  that  the  mere  leaving  out 
of  one  item,  such  for  instance,  as  a  strip  of  indented  paper  in 
the  preparation  of  a  car  load  of  freight  would  be  sufficient  au- 
thority for  the  common  carrier  to  increase  the  freight  charges 
$576.  This  is  a  technical  fact  and  has  the  endorsement  of  the 
Commission.  As  a  matter  of  law  the  shipping  public,  through 
this  endorsement,  is  charged  with  the  knowledge  of  these  pack- 
ing regulations,  notwithstanding  the  shipping  public  fail  to 
realize  what  an  important  part  packing  plays  in  the  marketing 
of  their  product.  The  following  details,  briefly  stated,  is  the  legal 
authority  to  sustain  the  $576  penalty  on  car  load  of  freight  from 
Cincinnati,  Ohio  to  San  Francisco,  California. 

Consolidated  Classification  No.  2,  I.  C.  C.  46,  Rule  2,  Section  5, 
reads  in  part  as  follows:  "To  avoid  the  liability  of  the  infraction  of 
these  laws,  shippers  should  acquaint  themselves  with  the  classification 
descriptions  of  articles  and  the  rules." 

"Glassware." — Must  be  loaded  shoulder  to  shoulder  and  bottom  to 
bottom,  with  a  cushion  of  indented  pulpboard  between  bottoms." 

Rule  5,  Section  3.  reads  in  part  as  follows:  "When  the  article  is 
one  which  specific  regulations  authorize  acceptance  of  not  in  a 
container,  and  such  article  as  loaded  by  shipper  does  not  comply  with 
regulations,  the  rating  on  the  article  shall  be  one  class  higher  (great- 
er) than  that  provided  by  the  description. 

If  the  shipment  was  loaded  according  to  classification  re- 
quirements, a  commodity  rate  of  $1.66%  per  100  pounds,  mini- 
mum 30,000  pounds,  $499.50  freight  charges  was  assessable,  but 
the  shipment  was  not  loaded  according  to  classification  require- 
ments (a  cushion  of  indented  pulp-board  between  bottoms),  there- 
by preventing  the  use  of  the  published  commodity  rate.  This 
action  on  part  of  the  shipper,  defeated  the  use  of  the  commodity 
rate,  making  the  class  rate  applicable.  Glassware  is  rated  fifth 
class  in  the  classification  book. 

Rule  5,  quoted  in  preceding  paragraph,  is  authority  for  rais- 
ing one  class,  namely  fourth  class.  The  fourth  class  rate  from 
Cincinnati,  O.,  to  San  Francisco,  Cal.,  is  $3.58%  per  100  pounds, 
30,000  pounds  minimum,  total  $1,075.50,  or  a  penalty  of  $576. 

It  is  not  a  wild  guess  to  state  20  per  cent  of  freight  offered 
to  carriers  at  the  freight  stations  should  be  refused,  and  would 
be  refused  by  the  railroads  if  the  railroad  employes  were  con- 
versant with  their  own  freight  classification.  Furthermore,  after 
having  accepted  the  shipment  in  ignorance  on  the  part  of  the 
railroad  employes  of  the  penalty  clause  carried  in  the  classifi- 
cation, decreases  the  revenue  that  should  be  collected  by  the  com- 
mon carrier.  For  example,  suppose  two  competitors  located  at 
Boston,  Mass.,  were  shipping  to  Cincinnati,  Ohio,  "shoe-trees," 
both  shipments  weighing  200  pounds  each,  were  packed  in  barrels. 
According  to  classification,  shoe-trees  packed  in  barrels  would 
take  second  class  rate:  One  of  the  shipments  however  in  the 
barrels,  have  wooden  tops  while  the  other  had  burlap  tops.  If 
the  receiving  clerk  fails  to  make  an  exception  on  the  one  ship- 
ment that  the  heads  were  burlap  tops,  the  revenue  billing  will 
carry  $2.41  freight  charges  on  this  shipment  while  the  freight 
classification  on  his  desk  carries  the  following  rule: 

Rule  40,  Section  4,  states:    "Barrels  must  be  made  of  wood." 
Rule  5.  Section  3:    "Barrels  with  cloth  top  will  be  rated  same  as 
in  crates." 

"Crates,  one  class  higher  than  in  barrels." 

Obviously  the  shipments  in  barrels  with  wooden  tops  should 
be  charged  $2.41  while  shipment  with  cloth  tops,  should  be 
charged  $2.74,  a  difference  of  16  cents  per  100. 

The  cardinal  principle  in  classification  of  articles  for  trans- 
portation in  their  proper  sequence  are:  (1)  value;  (2)  risk;  (3) 
bulk;  (4)  weight.  These  principles  were  given  careful  consid- 
eration by  the  compilers  of  freight  classification,  when  draft- 
ing these  rules,  and  should  be  observed  to  the  letter  by  men  em- 
ployed in  freight  stations. 

Take  a  200  pound  shipment  of  extracts  from  Boston,  Mass., 
to  Cincinnati,  Ohio,  the  freight  charges  on  such  a  shipment 
should  be  assessed-  according  to  method  of  packing  as  per  the 
following  exhibit: 

Extracts.  Liquid: 

In  glass,  boxed   $2.74 

In  metal  cans,  boxed   2.74 

In  metal  cans,  crated   3.43 

In  metal  carboys,   boxed    4.11 

In  metal  cans,  completely  jacketed 4.11 

In  metal  cans,  partially  Jacketed 5.48 

The  railroads,  on  the  other  hand,  are  obviously  depending 
on  the  men  employed  by  the  various  Inspection  Bureaus  through- 
out the  country  to  have  the  proper  rate  assessed  to  warrant  the 
transportation  risk  involved.  It  is  physically  impossible  for  these 
men  to  check  every  shipment. 

If  these  six  shipments  referred  to  In  the  preceding  paragraph 
would  move  on  the  same  rate  of  freight,  the  carrier  \vould  have 


been  deprived  of  $6.17  revenue.     Every  commodity  shipped  is 
subject  to  the  rules  of  the  Consolidated  Classification. 

A  candy  shipper  conceived  the  idea  of  enclosing  a  booklet  of 
Christmas  carols  with  a  box  of  candy,  the  booklet  to  be  used 
for  advertising  purposes.  The  classification  authorizes  that  ad- 
vertising matter  named  may  be  shipped  with  the  goods  it  ad- 
vertises at  the  rate  applying  on  such  goods,  provided  the  amount 
of  advertising  matter  does  not  exceed  2  per  cent  of  the  gross 
weight  of  the  goods,  but  the  ruling  on  advertising  matter  will 
not  apply  on  gift  articles. 

Rule  12,  Section  3,  reads  in  part  as  follows:  "The  charge  for  a 
package  containing  freight  of  more  than  one  class  shall  be  at  the  rate 
provided  for  the  highest  class  freight  contained  in  the  package." 

The  freight  inspection  bureau,  however,  held,  in  this  instance, 
that  the  booklet  was  a  gift  article  and  did  not  advertise  the  com- 
modity shipped.  Booklets  take  first  class  rate  while  candy  en- 
joys second  class  rate,  therefore,  to  make  shipment  with  little 
booklet  as  originally  planned,  the  shipment  would  be  penalized  to 
the  extent  of  first  class  rate,  which  would  mean  for  instance 
from  Boston,  Mass.,  to  Cincinnati,  Ohio,  from  $1.26%  a  hundred 
to  $1.44  a  hundred,  17.5  cents  per  hundred  increase.  Advertis- 
ing matter  you  will  notice  specifically  states:  "May  be  shipped 
with  goods  that  it  advertises."  Christmas  Carols  was  silent  about 
candy.  On  the  other  hand,  if  this  booklet  advertised  candy,  the 
second  class  rate  would  be  the  legal  rate  to  apply  to  the  ship- 
ments. 

The  shipping  public  is  paying  dearly  for  containers,  the 
trouble  is  the  charge  is  not  evenly  distributed.  The  loss  brought 
about  by  the  use  of  poor  containers  is  charged  back  to  the  ship- 
ping public  by  exorbitant  freight  rates.  Within  ten  years  loss 
and  damage  claims  have  increased  1,567  per  cent,  and  in  the  same 
space  of  time  has  increased  250  per  cent.  During  federal  con- 
trol of  railroads,  claims  increased  276  per  cent,  freight  traffic 
increased  3  per  cent,  and  revenue  increased  38  per  cent. 

In  the  statement  submitted  to  the  American  Railway  Asso- 
ciation by  165  railroads  for  September,  1920,  the  amount  paid  on 
carload  shipments  was  $3,156,469,  while  freight  in  less  car- 
load lots  was  responsible  for  $3,513,709.  Taking  into  considera- 
tion the  vast  difference  between  the  tonnage  handled  in  carload 
shipments  and  the  revenue  received  from  such,  as  compared  to 
the  less  carload  tonnage  and  revenue,  it  is  quite  apparent  that 
the  loss  and  damage  claims  on  less  carload  freight  are  many 
times  greater  in  proportion  to  the  amount  of  this  class  of  busi- 
ness than  on  the  carload  shipments. 

In  following  this  thought  a  little  further  and  considering 
the  expense  involved  in  the  handling  of  less  carload  freight  by 
carriers,  aside  from  the  actual  expense  of  hauling  it,  such  as 
the  cost  of  trucking  at  local  stations,  both  at  point  of  origin  and 
destinations,  the  necessity  of  building  and  operating  large  houses, 
the  terminal  expense  in  switching  to  such  plants,  together  with 
the  additional  cost  of  operating  expensive  way-freights,  etc.,  and 
then  adding  this  tremendous  burden  of  loss  and  damage  to  the 
traffic,  it  can  easily  be  seen  that  this  less  carload  business  is 
probably  one  that  gives  very  little  if  any  net  return  to  the  trans- 
portation line  and  it  is  certain,  from  the  investigations  that 
have  been  made  by  practically  all  claim  prevention  organiza- 
tions, that  our  present  day  requirements,  with  respect  to  the 
manner  in  which  less  carload  freight  is  prepared  for  transpor- 
tation, are  in  a  great  many  instances  inadequate  and  have  not 
kept  step  with  the  progress  that  has  been  made  in  other  direc- 
tions. 

This  positive  injunction  on  the  other  hand  is  part  and  parcel 
of  the  act  to  regulate  commerce. 

Nor  shall  any  carrier  charge  or  demand  or  collect  or  receive  a 
greater  or  less  or  different  compensation  for  such  transportation  of 
passengers  or  property,  or  for  any  service  in  connection  therewith 
between  the  points  named  in  such  tariffs  than  the  rates,  fare  and 
charges  which  are  specified  in  the  tariff  filed  and  in  effect  at  the 
time:  nor  shall  any  carrier  refund  or  remit  in  any  manner  or  by  any 
device  any  portion  of  the  ratf.s,  fare  and  charges  so  specified,  nor 
extend  to  any  shipper  or  person  any  privileges  or  facilities  in  the 
transportation  of  passengers  or  property  except  such  as  are  specified 
in  such  tariffs. 

Under  the  interstate  commerce  act,  the  rate  of  the  carrier 
duly  filed  is  the  only  lawful  charge.  Deviation  from  it  is  not  per- 
mitted upon  any  pretext.  Shippers  and  travelers  are  charged 
with  notice  of  it,  and  they  as  well  as  the  carrier  must  abide  by 
it,  unless  it  is  found  by  the  Commission  to  be  unreasonable. 
Ignorance  or  misquotation  of  rates  is  not  an  excuse  for  paying 
or  charging  either  less  or  more  than  the  rate  filed.  This  rule 
is  undeniably  strict,  and  it  obviously  may  work  hardship  in  some 
cases,  but  it  embodies  the  policy  which  has  been  adopted  by  Con- 
gress in  the  regulation  of  interstate  commerce  in  order  to  pre- 
vent unjust  discrimination. 

And  the  law  is  violated  every  day. 

T.  J.  McLaughlin,  Traffic  Manager, 

The  Charles  Boldt  Glass  Co. 

Cincinnati,  O.,  April  21,  1921. 


PACIFIC   CAR   DEMURRAGE 
The  report  of  the  Pacific  Car  Demurrage  Bureau  for  Feb- 
ruary, 1921,  shows  7854  cars  held  overtime,  or  a  percentage  of 
06.46,  as  against  9325  cars,  or  a  percentage  of  05.72,  for  Febi 
ruary,  1920. 
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A  Complete  Organization  Insuring  Prompt  and  Efficient  Serrice 


MEMBER 

The  New  Orleans  Board  of  Trade.  Ltd. 

New  Orleans  Cotton  Exchange 

New  Orleans  Association  of  Commerce 

Forwarding  Agents  and  Foreign  Freight  Broken' 

Association  of  New  Orleans 

Grain  Dealers'  National  Association 

The  Interstate  Cotton  Seed  Crushers'  Association 

Mississippi  Valley  Association 

New  York  Produce  Exchange 

The  W.  L  Richeson  Co.,  Inc. 

EXPORT  SHIPPING  FOR  ACCOUNT  OF  PRINCIPALS 
THROUGHOUT  THE  WORLD 

FREIGHT  BROKERS 
and  FORWARDERS 


613  to  621  Whitney-Central  Building 
NEW  ORLEANS,  LA. 

We  invite  correspondence  *rom  those  presently  ship- 
ping, or  who  contemplate  export  shipping  through  the 
Port  of  New  Orleans,  or  other  Gulf  Ports.  Details  look- 
ing to  the  thorough  and  expeditious  forwarding  of  all 
commodities  will  be  cheerfully  given. 


Cable  Address:  "Richeson" 
A.  B.C.  5th,  Scott's  Codes 


NEW  YORK  OFFICE          Telegraphic  Codes: 
20  Broad  Street     Robinson's  Universal,  Yopps 


Camphuis  &  Company.  Inc. 

FORWARDING  AGENTS 
Laredo,  Texas 

Largest  and  Best  Equipped  Forwarding 
Organizations  on  the  Mexican  Border 

We   have  specialize*!    in    the   handling  of  small  shipments. 
I'rrvious  to  present  railway  strike  we-  ru.iiiii.iinril: 

Two  Package  Cars  Per  Week  to  Mexico  City 

(Time  in  route  Nuevo  Laredo  to  Mexico  City  eight  to  ten  dayi) 
U  ith  resumption  of  traffic  we  are  now  prepared  to  maintain 

Three  or  More  Package  Cars  Per  Week 

(Arriving  in  Mexico  City  fifth  or  sixth  day) 
Consult  Traffic  Managers  of  your  Carriers  relative  to 

Package  Car  Service 

direct  to 

Laredo,  Texas 

from 

New  York,  Chicago,  St.  Louis,  East  St.  Louis, 
Memphis,  Fort  Worth,  Dallas,  San  Antonio 

The  merchants   <  (  Mexico  are  vitally  interested  in  time  of 
delivery  of  their  merchandise. 

Write  ui  for  full  particular*  and  nqurtt  a  ropy  of  our  Skipping  liutrurHoni. 
OFFICES 


Laredo,  Texan  Nuevo  Laredo,  Tumps..  Mexico 

El  Pa.o,  Texas  Juarez,  Chih.,  Mexico 

Eagle  Pau,  Texas  Piedrai  Negrai,  Coah.,  Mexico 

Mexico  City 


Do    Decreased    Freight  Shipping  Costs  Interest   You? 

Then  watch  for  our  half  page  announcement  next  week,  or — if  you  can't  wait — apply  to 

TRANS-CONTINENTAL  FREIGHT  COMPANY 

Export  and  Domestic  Freight  Forwarders 
General  Offices:  203  Dearborn  St.,  Chicago     Eastern  Offices:  Woolworth  Bldg.,  New  York 

Old  South  Bldg.,  Boston     Drexel  Bldg.,  Philadelphia  Hippodrome  Bldg.,  Cleveland  Van  Nuys  Bldg.,  Los  Angeles      13th  and  Kearney  Sts..  Portland  Ore 

Illicott  Square,  Buffalo      Union  Trust  Bldg.,  Cincinnati     Monadnock  Bldg.,  San  Francisco      Alaska  Bldg.,  Seattle  Writt  Ike  Neartsl  Office 


R.  B.  YOUNQ,  PrMldent  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 

312-314-316  WILLIAMSON  STREET          P.  0.  Box  985 

General      Storage  —  Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  snd  Efficient  Service,  Exceptional  Facilities — Custom  Houie 
Broker*— Track    Connections    with    all     Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phona   No.  4883  SAVANNAH,     QA. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 


PORTLAND,      OREGON 

OREGON  TRANSFER  COMPANY 

Established  In  1868 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

No  awltchinf  chars'*  on  carload  ahlpm*nta. 


SEATTLE  TRANSFER  CO. 


123  Jackson  St. 


Seattle,  Wash. 


Quick  Distribution  of  all  Pool  Can 
100,000  sq.  ft.  of  warehouse  spaos 
Warehouse-men  and  forwarders. 


ROCHESTER,  NEW  YORK 


General  Storage       Forwarding 


Carload  Distribution 

Iiunmaw 
aaoeiattati  an* 


Excellent  facilities  for  reshlpplng  without  carta«e.     Iiunmawr  r»t» 
12  cents.     Members  of  American  Warehousemen's  A 
Arnvrlcao  Chain  of  Warehouses. 

Write  for  particular* 
B.    R.    «    P.    WAREHOUSE.    Inc.  KINO    AND    MAPLB    «T». 


EL  PASO, TEXAS 

GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.  Ft.  Floor  Sps«  —  Piraara*i  —  Boaiisd—$>sMM  Csaitol 
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CAR  SURPLUS  AND  SHORTAGE 


The  Tragic  World  Washington  Bureau 

Officials  of  the  car  service  division  of  the  American  Rail- 
wav   Association    believe    that    the   peak   of   surplus    cars i   was 
reached  in  the  week  ending  April  8,  when  the  total  was  507,42 
cars     In  the  period  from  April  8  to  April  15  there  was  a  slight 
decline,  the  total  being  499,479  cars.     That  total,  however,  ex- 
ceeded by  approximately  40,000  cars  the  previous  high  recc 
for  car  surplusages.  , 

The  surplus  in  the  period  ending  April  15  was  made  up  or 
the  following  classes  of  equipment:  Box,  176,805;  ventilated  box, 
1,665;  auto  and  furniture,  8,703;  flat,  14,910;  gondola,  165,227; 
hopper,  86,783;  all  coal  (gondola  and  hopper),  252,010;  coke,  14,- 
376;  S.  D.  stock,  17,775;  D.  D.  stock,  1,122;  refrigerator,  10,009, 
tank,  624;  miscellaneous,  1,480. 

The  car  shortage  in  the  same  period  totaled  231,  made  up 
of  the  following  classes  of  equipment:  Box,  65;  gondola,  Jb, 
hopper,  31;  S.  D.  stock,  57;  D.  D.  stock,  45;  refrigerator,  8. 

The  Association  of  Railway  Executives,  April  23,  issued  the 
following  statement  on  the  car  surplus  situation: 

"An  improvement  in  the  demand  for  cars  during  the  week 
which  ended  on  April  15  is  shown. by  reports  just  received  from 
the  railroads  of  the  United  States  by  the  Car  Service  Division 
of  the  American  Railway  Association.  The  number  of  surplus  or 
idle  freight  cars  on  American  railroads  for  the  week  was  499,479, 
or  a  decrease  of  7,948  compared  with  that  for  the  previous  week, 
when  a  new  high  record  in  the  number  of  idle  .cars  was  shown. 

"This  reduction  in  the  number  of  cars  for  which  there  i 
freight  was  due  entirely  to  an  increase  in  the  demand  for  coal 
cars  the  number  of  surplus  coal  cars  being  252,010,  or  a  decrease 
of  9,284  compared  with  the  previous  week.  Reports  showeQ, 
however,  that  the  number  of  idle  box  cars  remained  virtually 
unchanged,  there  being  176,805  on  April  15  compared  with  176,- 
916  on  April  8. 

"Compared   by   districts,   decreases    in   the  number  or   8' 
plus  cars  were  shown  in  the  Allegheny,  Pocahontas,  Southern, 
Centralwestern  and  Southwestern  regions,  while  increases  were 
reported  only  in  the  Eastern  and  Northwestern." 

MAKING  LUMBER  MOVE 

(From  The  American  Lumberman) 

Selling  the  character  of  stock  that  the  southern  mills  d 
sire  to  move  without  further  loss,  Marsh  &  Truman  Lumber  Co., 
of  Chicago  and  Hattiesburg,  this  week  closed  a  1,000,000-foot 
order  for  shipment  into  the  Buffalo  (N.  Y.)  territory.  By  putting 
into  actual  practice  the  idea  of  efficient  distribution,  based  on 
minimum  cost,  this  southern  pine  order  was  secured  for  ship- 
ment during  April  and  May,  and  late  Monday  was  wired  from 
Chicago  to  B.  A.  Cragin,  Jr.,  manager  of  the  Hattiesburg  office 
of  the  Marsh  &  Truman  Lumber  Company. 

The  award  of  this  large  sized  order  for  factory  timbers,  roof- 
ing and  flooring,  entirely  in  southern  pine,  although  apparently 
based  on  a  low  price,  shows  the  determination  to  move  stock  and 
get  the  lumber  business  back  on  a  normal  basis.  The  final  award 
was  made  after  a  week  of  extended  negotiations,  covering  a 
considerable  part  of  the  East,  and  resulted  in  sending  down  to 
the  South,  order  for  such  stock  as  the  mills  are  now  very  anx- 
ious to  move. 

It  will  be  remembered  by  many  of  the  American  Lumberman 
readers  that  for  many  years  A.  Fletcher  Marsh  was  actively  in- 
terested in  traffic  problems.  During  the  war  as  an  officer  of  the 
Construction  Division,  United  States  Army,  Capt.  Marsh  was 
located  in  the  South,  where  he  co-operated  with  the  southern 
p(ne  mills  in  securing  cars  to  load  Government  lumber.  His  sys- 
tem of  solid  trainloads  of  lumber  moving  to  the  Northeast  was 
one  of  great  importance  in  expediting  delivery  of  this  lumber. 

Knowledge  of  the  southern  mill  conditions,  coupled  with 
recognition  of  the  fact  that  factory  flooring  and  roofing  would 
not  be  moving  rapidly  for  some  time,  determined  Marsh  &  Tru- 
man Lumber  Co.  to  take  this  important  step,  based  on  distribut- 
ing this  large  sized  order  even  at  a  minimum  handling  charge. 

TRANSIT  PRIVILEGES  ON  GRAIN 

The  omission  of  the  words  "or  rate  basing  point"  from  rule 
60  in  Supplement  No.  2  of  W.  J.  Kelly's  tariff  I.  C.  C.  1014 
brought  forth  the  protest  from  the  Chicago  Board  of  Trade 
which  resulted  in  I.  and  S.  1309.  Hearing  on  this  order  was 
held  before  Examiner  McQuillan  in  Chicago,  April  26,  at  which 
time  the  respondents,  through  Mr.  Kelly,  asserted  that  the  in- 
clusion of  the  words  in  the  original  tariff,  which  became  ap- 
plicable January  20,  1921,  was  an  error.  He  said  that  a  copy 
of  some  unidentified  tariff  applying  to  interior  C.  F.  A.  points 
was  used  as  copy  for  the  new  tariff  and  the  error  was  due  to 
a  slip  on  the  part  of  the  compiling  clerk. 

The  significance  of  the  words  which  caused  the  suspension 
lies  in  the  fact  that  their  omission  makes  it  necessary  to  use 
rates  applicable  at  the  time  the  transited  shipment  moved  from 
the  country  originating  point.  Their  inclusion,  however,  makes 
it  possible  to  apply  rates  being  used  on  the  date  that  the  ship- 
ment, moved  from  the  rate  basing  point.  Just  at  present  the 


shippers  are  waiting  for  a  reduction  of  three  cents  which  is 
to  become  effective  in  the  export  rates  from  Chicago  to  New 
York  i  Mav  10  It  was  pointed  out  by  J.  S.  Brown,  manager 
of  ^Traffic  department  of  the  Board  of  Trade,  that  shipments 
leaving  Omaha  on  or  after  that  date  would  carry  the  lower 
rate  if  the  words  "or  rate  basing  point"  were  left  in  as  a  part 
of  rule  60  of  the  Kelly  tariff.  If  the  suspended  supplement  n 
allowed  to  become  effective,  however,  it  will  result  m  the  ap- 
plication of  the  rate  as  of  the  date  of  shipment  from  the  country 
originating  point,  which  may  be  considerably  before  May  1 

The  inclusion  of  this  phrase  in  tariffs  of  individual  earners 
applicable  at  Toledo,  Indianapolis,  Cleveland,  and  numerous  other 
points  makes  its  omission  in  the  Kelly  tariff  a  discrimination 
against  Chicago  grain  dealers,  according  to  Mr.  Brown 

H    H    Bernstein,   of    the   Central   Inspection   and  Weighing 
Bureau,  maintained  that  the  order  of  the  Commission  in  Dock( 
No  8304   Chicago  Board  of  Trade  vs.  Ann  Arbor  et  al.  (39 
643)    stated  specifically  that  the  rule  as  contained  in  either  of 
the  tariffs  made  the  rate  applicable  at  the  time  the  shipment 
left  the  originating  point  the  proper  one  to  apply, 
was  that  even  if  the  words  were  allowed  to  remain  in  the  rule 
they  would  be  illegal,  and,  therefore,  inoperative.     He  pointei 
out  that  the  Board  of  Trade  in  the   case  cited   had   taken  the 
opposite  position,  although  Mr.  Brown,  who  testified  in  the  case, 
denied  this,  saying  that  it  had  been  inaugurated  by  his  organ- 
ization  merely   to   get  the   Commission's    interpretation   of 
rule.     Most  of  the  testimony  in  the  cited  case  was  introducec 
in  the  form  of  exhibits. 

MINOR  COMMISSION  ORDERS 

The  Kansas  City  Southern  has  been  made  a  defendant  in 
No.  12367,  Oklahoma  Clay  Products  Assn.  vs.  A.  T.  &  S.  F.  et  al. 
Defendant's    motion    to    dismiss    No.    12177,    British-United 
Shoe  Machinery  Co.,  Ltd.,  vs.  P.  R.  R.,  has  been  denied. 

The  order  entered  in  No.  11014,  Murray  &  Layne  Co.  vs. 
Southern  Pacific  and  Director-General,  has  been  further  modified 
to  become  effective  May  16  instead  of  May  1. 

Gobbs  &  Mitchell,  Inc.,  have  been  permitted  to  intervene  i 
No.    12373,   the   Kneeland-Bigelow    Co.    et    al.    vs.    Director-Gen- 
eral   and  Michigan  Central. 

The  state  corporation  commission  of  New  Mexico  has  been 
permitted  to  intervene  in  No.  12517,  El  Paso  Chamber  of  Com- 
merce vs.  A.  T.  &  S.  F.  et  al. 

At  complainants'  request  the  Commission  has  dismissed  1 
12052,  Glen  H.  Gorball  et  al.  vs.  C.  B.  &  Q.,  and  No.  9404,  State 
Corporation  Commission  of  the  Commonwealth  of  Virginia  v 
Southern  et  al. 

The  complaints  in  No.  12057,  Corn  Belt  Packing  Co.  et 
vs.  Ann  Arbor  et  al.,  and  No.  11956,  Zion  Institutions  and  Indus- 
tries vs.  C.  &  N.  W.,  having  been  satisfied,  the  Commission  has 
dismissed   these  cases. 

The  Commission  has  authorized  the  Arizona  Corporation 
Commission  to  intervene  in  No.  12179,  Traffic  Bureau,  Chamber 
of  Commerce,  Phoenix,  Ariz.,  et  al.,  vs.  Director-General  as 
agent,  Southern  Pacific  Railway,  et  al.,  and  in  No.  12198  same 
vs.  Great  Northern  Railway  et  al. 

Having  received  advice  that  the  complaints  have  been  sat- 
fied,  the  Commission  has  dismissed  Nos.  12224  and  Sub.  Nos. 
1  and  2,  P.  Burns  &  Co.  Ltd.,  vs.  Chesapeake  &  Ohio  Railway 
et  al. 

The  Commission  has  denied  protestants'  petition  for  re- 
hearing in  I.  and  S.  1235,  saw  logs  between  Michigan  and  Wis- 
consin  points. 

Upon  request  of  complainant,  the  Commission  has  dis- 
missed No.  12102,  Alfred  Milling  Co.  et  al.  vs.  Louisville  & 
Nashville  Railroad  et  al. 

The  complaint  in  No.  10961,  The  Loewenthal  Co.  et  al.,  vs. 
C.  M.  &  St.  P.  et  al.,  having  been  satisfied,  the  Commission  has 
dismissed  it. 

Defendants'  petition  for  reargument  of  No.  11204,  Chas.  I 
Lane  Co.  vs.  Norfolk  Southern  and  Director  General,  has  been 
denied. 

The  following  cases  have  been  dismissed  at  complainants' 
request:  No.  12140,  The  Loewenthal  Co.  vs.  C.  &  N.  W.;  No. 
10775,  United  States  Smelting,  Refining  &  Mining  Co.  vs.  Ann 
Arbor  et  al.;  and  No.  12074,  Mitsui  &  Co.,  Ltd.  vs.  Great  North- 
ern et  al. 

Complainant  in  No.  11928,  Nolan  Smith  &  Co.  vs.  M.  St.  &  ! 
S.  M.  et  al.,  having  failed  to  prosecute,  and  not  having  advised 
the   Commission   of   its   desire   to   do   so,   the   Commission   has 
dismissed  the  complaint. 

The  Commission  has  dismissed  Nos.  12217,  Central  Wis- 
consin Supply  Co.  vs.  M.  St.  P.  &  S.  S.  M.  et  al.,  and  12217  Sub. 
No.  1,  same  vs.  Great  Northern  et  al.,  having  received  advice 
that  the  complaints  have  been  satisfied. 


C.  &   O.   NOTES   AND   BONDS 

Authority  has  been  granted  to  the  Chesapeake  &  Ohio  by 
the  Commission  to  pledge  and  repledge,  from  time  to  time,  all  or 
part  of  $487,000  of  general  mortgage  4%  per  cent  gold  bonds  as 
collateral  security  for  short-term  notes. 
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Issued  for  the  benefit  of  shippers  who 
want  to  know  their  Freight  Rates  with- 
out the  high  cost  of  maintaining  a  file 
of  Railroad  tariffs. 

o 

Service  that  has  satisfied  the  most 
exacting,  for  over  Eleven  Years. 

The  only  Publication  of  Freight  Rates 
that  covers  both  Class  and  Commodity 
Rates  and  makes  reference  to  the  tariffs 
from  which  the  information  is  taken. 

A  convenient  record  of  rates  issued  in 
loose  leaf  form  and  served  with  a  monthly 
distribution  of  revised  pages  covering 
changes. 

This  service  can  be  placed  in  your 
traffic  or  shipping  department  at  a  sub- 
scription cost  of  $24.00  per  year. 


LET  US  SEND  YOU  SAMPLE  PACES 


W.  J.  HARTMAN,   PUBLISHER 

732  FEDERAL  ST..  CHICAGO.  U.  S.  A. 


North  China  Line 


Columbia  Pacific  Shipping  Company) 

OF 

PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,    Tientsin    (Taku    Bar), 

Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama  and  Kobe 

Sailings  Every  Tw«nty-on«   Day.   From 

PORTLAND,  OREGON 

(ALL  AMERICAN  fl.»  A-l  St..l  St..m.r. 

SS  "WEST  NIVARIA"  May  10 

SS  "BEARPORT"  June  6 

SS  "WEST  KADER"  June  87 

SS  "WEST  KEATS"  July  18 

Transhipment  at  Shanghai   to   American    River  'teamen   for 

Hankow.    Pukow,    Nanking    and     other     open 

Yangtze   River   ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 
Sudden  &  Christenson 

General  Eastern  Agent* 

44  Whitehall  St.,  New  York  City 
or 

Columbia  Pacific  Shipping  Company 

General  Office* 

Board  of  Trade  Building,  Portland,  Oregon 


The  1921   (Sixteenth  Annual  Edition) 

Exporters'  Encyclopaedia 

MORE  THAN  A  BOOK— A  SERVICE 

READY  for  immediate  delivery.    The  only  authoritative  and  complete  guide  for 
exporting   manufacturers.    Contains  accurate  detailed  information  on  every 
question  which  can  arise  in  connection  with  an  export  order. 

CONDENSED  TABLE  OF  CONTENTS 


Alphabetical    Index  of   Portt.   Cities  and   Countries  of  the 

World. 

Alphabetical  List  of  Steamship  Lines  and  Agents. 
Approximate  Values  of   Foreign   Coins. 
Banks  and   Bankers  In    Foreign   Trade. 
BIHs  of   Lading    (Arrangement  of). 
Cable  Rates. 

Commerce,   Industries,  etc.,  of  each  Country. 
Commercial   Terms   (Explanation   of). 
Consignment  of  Goods. 

Consular  Invoices  (Fac-slmlles  and   Instructions). 
Consular  Regulations   (in  full  for  each  country). 
Consuls    (American    and    Foreign). 
Conversion  Tables  of  Foreign  Currencies. 


Distances  Iron  New  York  (Table). 

Drawbacks  on   Export  Shipments. 

Foreign   Drafts  (Arrangement  of). 

Foreign    Postage   Rates. 

Foreign   Weights  and   Measures  (American   Equivalents). 

Mall  Tine  to  Foreign  Cities. 

Marino  Insurance. 

Metric  Weights  and    Measures. 

Minimum   Bills  of  Lading   (for  each  shipping  route). 

Parcels  Poet. 

Packing  for  Export. 

Postal   Money  Order  System   (Foreign). 

Protection  of  Trade  Marks  Abroad. 

Selling   American   Goods  Abroad. 


and 

All  the  Shipping  Routes  from  New  York,  Philadelphia.  Boston.  Baltimore,  Savannah.  New  Orleans  and  Paolflo 
Coast  Ports  to  all  parts  of  the  world,  arranged  under  countries  which  they  serve.  Each  section  gives  complete 
detailed  Information  concerning  the  regulations  and  requirements  of  each  lino  to  bo  observed  by  the  shipper. 

"Our  Text  Book  on  Export  Matters" 

"We  have  many  inquiries  from  our  members  engaged  in  foreign  trade  for  information  relative  to  steamship  routes,  sail- 
ings to  various  countries,  Consular  regulations  respecting  transportation  of  freight  to  a  particular  country,  steamship 
regulations  governing  the  form,  issuance  and  substance  of  shipping  receipts  and  procedure  in  making  export  shipments. 

Our  experience  in  connection  with  the  gathering  of  export  information  has  developed  that  your  work  contains  com- 
plete and  up-to-date  information  in  condensed  form;  your  publication  is  practically  our  text  book  on  export 
matters  and  is  in  almost  daily  use." 

THE  MERCHANTS'  ASSOCIATION  OF  NEW  YORK. 

With  a  subscription  to  the  ENCYCLOPAEDIA  is  Included  a  bulletin  service  consisting 
quent  bulletins  keeping  the  information  accurate  and  up-to-date,  and  a  loose-leaf  binder 
which  they  may  be  conveniently  filed. 

FREEfEXAMINATION  OFFER 

Don't  send  any  money.    Mail  the  coupon  and  we  will  send  the  ENCYCLOPAEDIA  for  five 
days'  free  examination.     If  you  find  it  valuable,  send  us  your  check  for  $15.00  for  the  com- 
plete service.     If  not,  send  it  back,  charges  collect.     It  doesn't  cost  you  a  cent,  so  fill 
in  and  mail  the  coupon. 
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LAKE  CARGO  COAL  RATES 


Tht  Tragic  World  Washington  Bureau 
In  Special  Permission  Nos.  52757  and  52761,  dated  April  27, 
the  Commission  has  authorized  carriers  participating  in  the 
movement  of  coal  to  Lake  Erie  ports  for  transshipment  by  water 
to  publish,  on  not  less  than  five  days'  notice,  this  provision  i 
their  tariffs:  "Upon  presentation  of  proof  to  delivering  line 
that  coal  shipped  hereunder  has  been  loaded  into  vessels  at 
Lake  Erie  ports  specified  in  this  tariff  and  discharged  from  ves- 
sel at  west  bank  Lake  Michigan  ports  north  of  Illinois-Wiscon- 
sin state  line  to  and  including  Manistique,  Mich.,  or  Lake  Su- 
perior ports  west  of  White  Fish  Point,  Mich.,  including  Port 
Arthur  and  Fort  William,  Ontario,  Canada,  the  rates  on  coal 
so  delivered  will  be  28  cents  per  net  ton  less  than  rates  on  coal 
for  transshipment  via  lake,  as  cargo  named  in  this  tariff.  Pro- 
tection of  such  rates  to  be  accomplished  by  readjustment  of 
charges  after  presentation  of  proof  above  specified.  Expires  at 
midnight  on  October  31,  1921,  unless  sooner  canceled,  changed 
or  extended."  (For  earlier  news  with  regard  to  this  matter,  see 
page  927.) 

TELEPHONE  REVENUE 

The  Traffic  World  Washington  Bureau 

Operating  income  of  large  telephone  companies  reporting 
to  the  Interstate  Commerce  Commission  amounted  to  $7,498,107 
in  January,  as  against  $7,506,114  in  January,  1920,  a  decrease  of 
$8,007,  according  to  a  summary  issued  by  the  Bureau  of  Statistics 
of  the  Commission. 

Operating  revenues  amounted  to  $42,935,633  in  January,  as 
against  $38,258,090  in  January,  1920,  an  increase?  of  $4,677,543, 
or  12  2  per  cent.  Operating  expenses  amounted  to  $32,457,940 
in  January,  as  against  $28,080,170  in  January,  1920,  an  increase 
of  $4,377,770,  or  15.6  per  cent. 

Net  operating  revenues  amounted  to  $10,477,693  in  January, 
as  against  $10,177,920,  in  January,  1920,  an  increase  of  $299,773, 
or  2.9  per  cent. 

The  number  of  company  stations  in  service  at  the  end  of 
January  was  9,331,127,  as  against  8,721,259  in  January,  1920,  an 
increase  of  $609,868,  or  7  per  cent.  The  summary  covers  68 
reports  from  companies  having  annual  operating  revenues  in 
excess  of  $250,000. 


AMOUNT  OF  STORAGE  CHARGES 

As  a  result  of  the  decision  of  the  Commission  in  Kalamazoo 
Tank  and  Silo  Company  versus  C.  &  N.  W.  Railway  Company 
et  al..  No.  11006,  (60  I.  C.  C.  418),  decided  December  9,  1920  (See 
Traffic  World,  March  5,  p.  486),  the  American  Railway  Associa- 
tion has  asked  the  Commission  for  permission,  under  Section  6 
of  the  Act  to  Regulate  Commerce,  to  issue  a  supplement  to  uni- 
form storage  tariff  No.  1-B,  I.  C.  C.  No.  9,  issued  by  Agent  J.  E. 
Fairbanks,  and  published  the  following  rule  as  a  new  paragraph 
2,  of  Section  C  of  Rule  5,  effective  on  one  day's  notice,  but  not 
later  than  May  2. 

No.  2 — When  carload  freight  is  unloaded  in  or  on  railroad  premises 
by,  or  upon  request  of,  consignee  or  consignor,  the  storage  charges 
Khali  not  exceed  the  amount  that  would  have  accrued  under  de- 
murrage and  track  storage  rules  had  the  freight  remained  in  the  car. 

The  publication  of  this  change  does  not  in  any  way  inter- 
fere with  the  negotiations  which  are  now  pending  between  the 
committee  of  the  National  Industrial  Traffic  League  on  demur- 
rage and  storage  and  the  general  committee  of  the  American 
Railway  Association  with  respect  to  the  subject  of  ground  stor- 
age rules. 


GRAIN  RATES  TO  PORTLAND,  ETC. 

The  Traffic  World  Washington  Bureau 

The  Commission  has  put  an  end,  for  the  time  being,  to  the 
fight  between  Portland,  Ore.,  and  the  Puget  Sound  ports,  over 
the  rate  adjustment  from  the  inland  empire  to  the  competitive 
ports,  by  denying  the  petitions  of  the  Puget  Sound  cities  and 
the  railroads-  for  a  rehearing  on  No.  10448,  Inland  Empire  Ship- 
pers' League  vs.  O-W.  R.  &  N.  Co.  et  al. ;  10698,  Public  Service 
Commission  of  Oregon  vs.  O-W.  R.  &  N.  Co.  et  al.;  No.  10458, 
Commission  of  Public  Docks  of  the  City  of  Portland,  Ore.,  vs. 
S.  P.  &  S.  et  al. 

The  effect  of  the  denial  Is  to  require  the  railroads  to  make 
rates  on  grain  from  that  part  of  the  inland  empire  lying  south 
of  the  Snake  River  five  per  cent  higher  to  the  Puget  Sound 
ports  than  at  present  and  five  per  cent  lower  to  Portland  than 
the  rates  now  in  existence. 


COMPENSATION  FOR  T.  P.  &  W. 

The  Traffic  World  Washington  Bureau 

A  board  of  referres,  composed  of  Commissioner  Daniels, 
Henry  C.  Keene  and  John  J.  Hickey,  has  reported  to  the  Presi- 
dent that,  in  its  opinion,  the  Toledo,  Peoria  &  Western  is  en- 


titled to  compensation  for  the  government's  use  of  its  property 
during  federal  control,  at  the  rate  of  $1,113,468.03  per  year. 

The  Commission  reported  that  the  average  annual  net  rail- 
way operating  income  during  the  test  period  ending  with  June 
30,  1917,  was  $1,022,468.92.  The  Railroad  Administration  and 
the  railroad  could  not  agree  upon  any  addition  to  that  sum. 
The  railroad  company  contended  that  the  receiver  in  1915  and 
1916  made  unusual  charges  against  the  operating  expense  ac- 
counts for  retired  equipment,  thereby  reducing  its  annual  net 
railway  operating  income  to  a  point  below  a  reasonable  return. 
The  referees  agreed  that  the  income  had  been  decreased  in  that 
way  and  made  an  allowance  that  brought  the  compensation  up  to 
the  sum  hereinbefore  mentioned. 

APPLICATION   TO   ACQUIRE    L.    R.   &   A. 

The  Commission  has  dismissed  an  application  of  the  Mis- 
souri Pacific  asking  for  a  certificate  of  public  convenience  and 
necessity  authorizing  it  to  acquire  and  operate  the  line  of  rail- 
road heretofore  owned  and  operated  by  the  Little  Rock  and 
Argenta  Railway  Company,  in  Pulaski  county,  Arkansas,  on  the 
ground  that  it  is  without  jurisdiction  under  the  transportation 
act  to  issue  the  certificate  prayed  for.  The  application,  the 
Commission  held,  did  not  involve  the  construction  or  operation 
of  a  newly  constructed  line  of  railroad,  nor  the  construction  or 
operation  of  a  new  extension  to  a  line  of  railroad,  subsequent  to 
the  effective  date  of  its  control  over  such  matters,  nor  the 
operation  in  interstate  or  foreign  commerce  of  a  carrier  not 
heretofore  engaged  in  interstate  or  foreign  commerce. 


L.  S.  &  S.  L.  NOTES 

The  Los  Angeles  &  Salt  Lake  Railroad  Company  has  applied 
to  the  Commission  for  authority  to  issue  $2,500,000  of  one  year 
7  per  cent  promissory  notes  from  time  to  time.  The  notes  will 
be  given  in  evidence  of  loans  to  be  secured  to  meet  an  estimated 
deficiency  between  the  general  cash  requirements  for  the  re- 
mainder of  the  present  year  and  the  net  income  for  that  period. 
The  company  states  it  is  not  intended  to  obtain  loans  to  meet 
the  estimated  deficiency  except  as  the  deficiency  actually  occurs. 


ALASKA  ANTHRACITE   R.   R.   BONDS 

The  Alaska  Anthracite  Railroad  Company  has  filed  a  peti- 
tion with  the  Commission  asking  authority  to  place  a  loan  by 
issuing  $1,500,000  of  6  per  cent  20-year  bonds  for  the  purpose  of 
completing  the  construction  of  its  railroad  in  Alaska.  The  com- 
pany was  organized  in  April,  1916,  for  the  purpose  of  building  a 
railroad  from  a  point  near  Controller  Bay,  Alaska,  to  a  point 
about  25  miles  north  thereof,  with  a  spur  about  7  miles  in  length. 
The  traffic  of  the  road  will  consist  of  coal  from  the  Bering 
River  coal  field.  The  company  proposes  to  sell  the  bonds  to  net 
it  $900  a  bond  of  which  the  par  value  will  be  $1,000.  The  com- 
pany also  asked  for  a  ruling  as  to  whether  it  will  have  to  obtain 
permission  from  the  Commission  to  complete  its  construction 
work. 


APPLICATION    FOR   ABANDONMENT 

The  Commission  has  dismissed  an  application  of  the  Copper 
Range  Railroad  Company  asking  authority  to  discontinue  Mass, 
Mich.,  as  a  joint  station  with  the  C.  M.  &  St.  P.  and  to  relinquish 
certain  trackage  rights  for  a  distance  of  seven-tenths  of  a  mile 
in  Ontonagon  County,  Michigan.  It  held  the  proceeding  was  not 
within  the  scope  of  paragraph  18  of  section  1  of  the  interstate 
commerce  act. 


K.  C.   SOUTHERN    NOTES 

The  Kansas  City  Southern  Railway  Company  has  been  au- 
thorized to  issue  a  number  of  promissory  notes,  aggregating 
$50,552.10,  in  connection  with  the  acquisition  of  additional  land 
required  for  roundhouse  and  switch-track  purposes  in  the  vi- 
cinity of  its  present  facilities  in  the  "East  Bottoms"  at  Kansas 
City,  Mo. 


CURRENT  AMERICAN  SHIPBUILDING 
On  April  1,  1921,  private  American  shipyards  were  building 
or  under  contract  to  build  for  private  shipowners  201  steel  ves- 
sels of  734,904  gross  tons,  compared  with  227  steel  vessels  of 
901,229  gross  tons  on  March  1,  1921. 

These   figures   do   not    include   Government   ships   or   ships 
building  or  contracted  for  by  the  United  States  Shipping  Board. 


OPERATION    RESUMPTION   ON    ELECTRIC   ROAD 
An  application  of  the  Michigan  United  Railways  Company 
for  authority  to  resume  operation  of  its  electric  interurban  rail- 
road   serving   Lansing,   Jackson,   Battle   Creek   and    Kalamazoo, 
Mich.,   has   been  dismissed   by  the   Commission   on   the   ground 
that  it  is  without  jurisdiction  to  issue  the  certificate  prayed  for  I 
because  the  line  is  not  operated  as  a  part  of  a  general  steam 
railroad   system   of  transportation.     The  transportation  act  ex- ' 
eludes  from   the  Commission's  jurisdiction,  street,  suburban  or 
interurban  electric  railways  which  are  not  operated  as  a  part  or 
parts  of  a  general  steam  railroad  system  of  transportation. 
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100%  American  Premier  Fleet 

MARINE  DESPATCH  LINE 

America's  Coast-to-Coast  Direct  Fast  Freight 


PHILADELPHIA 


BALTIMORE 


SAVANNAH 


and  MOBILE 


DIRECT  TO 


LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 

FORTNIGHTLY 


A-l  FAST  STEEL 


STEAMERS 


OFFERING 


RELIABLE 


UNEXCELLED 


FACILITIES 


and  SERVICE 


FOR  RATES  AND  PARTICULARS  APPLY  TO 


ATLANTIC-GULF  &  PACIFIC  STEAMSHIP  CORP. 

St.  Paul  8476  BALTIMORE  406  Water  Street 

SAN  FRANCISCO     60  California  Street 

Oakland,   Qe.1 

Philadelphia  Savannah,  Ga.  New  York  r""  Teralnal 

Drexel  Buildine  Savanah    Bank    and    Trust    Bide.  42   Broadway  Portland,  On. 

Pittsburgh  Loa  Anrelea,  Cal.  Mobile.    Ala.  Board  of  Trade  Bide. 

Union  Arcade  Bide.  427   Van   Nor*  Bids.  S.  W.  Cor.  St.  Francis  *  Water  Su.  Seattle.   Waah. 

L.  C.   Smith   Bid*. 


PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  Monthly  Service         A-l  Steamers 

MOBILE  to  ANTWERP 
HAVRE  and  BORDEAUX 
and  U.  S.  PACIFIC  COAST 

St.  Louis  Office :  Birmingham  Office: 

1217  Pierce  Building  424-425  Chamber  of  Commerce  Bid g. 

IRVING  H.  HELLER,  Manager  GEORGE  C.  McLAUGHLIN,  Manager 
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Digest  of  New  Complaints 
1_ • 

No.  12561,  Sub.  No.  1.     Indiahoraa  Refining  Co.,  St.  Louis,  vs.  A.  T.  & 
S     I1'..   1'avne  et  ul. 

I'njust."  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential and  prejudicial  rates  on  petroleum  and  its  products  from 
points  in  Kansas.  Oklahoma,  Texas,  Louisiana.  Arkansas  and 
other  western,  southwestern  and  southern  states  to  East  bt. 
Louis  III.  Asks  cease  and  desist  order,  just,  reasonable,  non- 
discriminatory  and  non-prejudicial  rates  and  reparation. 
No.  12577,  Sub.  No.  1.  Keo  Motor  Car  Co.,  Lansing,  Mich.,  vs.  C.  B.  & 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential and  prejudicial  rates  on  sand  from  the  Ottawa  district  in 
Illinois  to  Lansing.  Mich.  Asks  for  just  and  reasonable  rates  and 

No.  'ileoi!*  'Riverside  Coal  Co.,  Cincinnati,  O.,  vs.  Ohio  and  Kentucky. 

Unjust,  unreasonable  and  excessive  rates  on  coal  from  complain- 
ant's mines  at  Three  Mile,  Ky.,  to  Cincinnati  and  various  other 
destinations  in  C.  F.  A.  and  Western  Trunk  Line  territories.  Asks 
just  and  reasonable  rates  and  reparation. 

No.    12602.     Manhattan   Electrical  Supply  Co..   Inc.,   Chicago,   111.,   vs. 
American  Ry.  Express  Co.  et  al. 

Unjust  and  unreasonable  rates  on  armored  copper  cable  trom 
Economy,  Pa.,  to  Ravenna,  O.  Asks  reparation. 

No.  12603.    Central  New  Jersey  Coal  Exchange,  Inc.,  Elizabeth,  N.  J., 
vs.  Philadelphia  &  Reading  et  al. 

Unjust  and  unreasonable,  unduly  prejudicial  and  preferential 
rates  on  anthracite  coal  from  points  of  origin  in  Pennsylvania  to 
points  in  New  Jersey.  Asks  cease  and  desist  order  and  just  and 
reasonable  rates. 

No.  12604.     North  Packing  and  Provision  Co.  et  al.,  Boston.  Mass.,  vs. 
Boston  &  Maine,  Payne  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential or  prejudicial  rates  on  packing  house  products  for  export 
from  Boston,  Cambridge,  Somerville  and  Brightwood,  Mass.,  to 
Jersey  City,  Weehawken  and  Hoboken  because  Director  General 
ordered  shipments  involved  routed  to  the  New  Jersey  points  in- 
stead of  New  York  harbor  points.  Asks  reparation. 
No.  12604,  Sub.  No.  1.  Same  vs.  Union  Freight  R.  R.,  Payne  et  al. 

Same  complaint  and  prayer  as  to  shipments  from  East  Cam- 
bridge, Mass. 

No.  12604,  Sub.  No.  2.    North  Packing  and  Provision  Co.  vs.  Boston  & 
Albany,  Payne  et  al. 

Same  complaint  as  to  shipments  from  Worcester,  Mass.  Asks 
reparation. 

No.  12605.     The  Refmite  Co.,  Omaha,  Neb.,  vs.  C.  B.  &  Q.  and  Payne. 
Unjust  and  unreasonable   rates  on   ground  clay  from   Ardmore, 
S.   D.,   to  Omaha,   Neb.,   and   Kansas   City,   Mo.     Asks   cease   and 
desist  order,  just  and  reasonable  rates  and  reparation. 
No.    12606.     Standard   Shipbuilding   Corporation,    New   York   City,    vs. 
Erie  and  Payne. 

Unlawful  demurrage  charges  and  overcharges  on  three  ship- 
ments of  crane  parts  consigned  from  different  points  to  complain- 
ant at  Shooters  Island.  N.  Y.  Asks  reparation. 

No.  12607.     Homestead  Valve  Manufacturing  Co.,  Pittsburgh,   Pa.,  vs. 
Pittsburgh  &  Lake  Erie,  Payne  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  iron  valves  in  boxes,  barrels  or  kegs,  L.  C.  L.,  from 
Homestead,  Pa.,  to  Everett,  Seattle  and  Tacoma,  Wash.,  and  to 
Los  Angeles  and  San  Francisco,  Calif.  Asks  reparation. 
No.  12608.  Western  Pine  Lumber  Co.,  Klickitat,  Wash.,  vs.  S.  P.  &  S.. 
and  Payne. 

Unjust  and  unreasonable  demurrage  charges  on  cars  handled  6n 
complainant's  line  of  railroad.  Asks  cease  and  desist  order,  that 
Commission  declare  the  complainant  to  be  an  industrial  common 
carrier  and  entitled  to  make  settlement  for  detention  and  use  of 
cars  in  its  possession  in  accordance  with  Appendix  C  of  Circular 
CS59,  issued  by  Railroad  Administration  April  10,  1919,  and  repara- 
tion. 

No.    12609.     Standard   Shipbuilding   Corporation,    New   York   City,    vs. 
Pennsylvania.  Payne  et  al. 

Unjust  and  unreasonable  rates  due  to  defendants'  failure  and 
refusal  to  lighter  freight  consigned  to  complainant  from  Greenville 
Piers  or  Jersey  City  to  Shooters  Island,  N.  Y.,  free  of  charge. 
Asks  cease  and  desist  order,  just  and  reasonable  rates,  or  estab- 
lishment of  free  lighterage,  and  reparation. 

No.  12610.     Albert  H.  Traphagen  et  al.,  Waterloo,   N.  Y.,  vs.   Lehigh 
Valley. 

Unjust,  unreasonable,  prejudicial  and  discriminatory  rates  on 
anthracite  coal  since  Nov.  5,  1920,  from  shipping  points  on  line  of 
defendant  in  the  anthracite  regions  of  Pennsylvania  to  Waterloo 
and  Seneca  Falls,  N.  Y.  Asks  cease  and  desist  order,  just  and 
reasonable  rates  and  reparation. 

No.  12611.    Alan  Wood  Iron  and  Steel  Co..  Philadelphia,  Pa.,  vs.  Penn- 
sylvania, Payne  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential .or  prejudicial  rates  because  of  defendants'  refusal  to  per- 
form switching  services  on  traffic  to  and  from  complainant's  plant 
at  Ivy  Rock,  Pa.  Asks  cease  and  desist  order,  just  and  reason- 
able rates  and  reparation  of  $140,386.72. 
No.  12612.  Wilson  &  Co.,  Inc.,  Chicago,  vs.  B.  &  O..  Payne  et  al. 

Unjust  and  unreasonable  rates  on  live  sheep  and  lambs  in  dou- 
ble deck  cars  from  Nashville,  Tenn.,  and  Louisville  Ky  and 
from  points  within  Official  Classification  territory  to  Chicago  and 
New  York  because  of  application  of  C.  L.  minimum  weight  of 
22.000  Ibs.  Asks  cease  and  desist  order,  minimum  weight  of  18.000 
Ibs.,  and  reparation. 

No.  12613.  Indian  Refining  Co.,  New  York,  vs.  B.  &  O.,  Payne  et  al 
Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates,  as  well  as  violative  of  long-and-short-haul  clause 
of  section  4,  on  petroleum  and  its  products,  between  Lawrence- 
ville,  111.,  and  Bristol,  Va,  Asks  cease  and  desist  order,  Just  and 
reasonable  rates  and  reparation. 

No.  12614.    The  Chicago  Live  Stock  Exchange  vs.  A.  T   &  S   F    Payne 
et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial charges  for  loading  and  unlon<"ng  live  stock  at  the  Union 
Stock  Yards  at  Chicago.  Asks  reparation. 

No.  12615.    F.  S.  Harmon  &  Co.,  Tacoma,  Wash.,  vs.  Northern  Pacific 
et  al. 

Unjust,    unreasonable,    and   unduly   discriminatory   classification 
B  tings  on   rugs   between   points   in   Western   Classification   terri- 
.    Asks  cease  and  desist  order  and  Just  and  reasonable  ratings. 
No.  12616.     Gnlbreath  Cattle  Co.,   Cut  Bank.   Mont.,  vs.   C.   B    &   Q 
Payne  et  al. 


Unjust  and  unreasonable  rates  on  cattle  from  Lakeside,  Neb.,  to 

No     12617e'    Cape   Glrardel'if  Portland   Cement   Co.,    Cape    Girardeau. 
Mo     vs    St    Louis-San  Francisco,  Payne  et  al. 

Unjust  and  unreasonable  charges  on  Portland  cement  from  Cap* 
Girardeau,  Mo.,  to  Little  Rock,  Ark.     Asks  reparation 
No    12618.     Feeders'  Supply  Co.,  Kansas  City,  Mo.,  vs.  C.  B.  &  Q. 

Unjust,   unreasonable  and  unduly  preferential   rates  on  cotton- 
seed hull  bran  from  East  St.  Louis,  111.,  to  Kansas  City,  Mo.    Asks 


No.       eigTne  Amalgamated   Sugar  Co.,   Ogden,   Utah,  vs.   Western 
Pacific,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  lime  rock  from  Flux,  Utah, 
to  Burley,  Paul,  McMillen  or  Twin  Falls,  Idaho.  Asks  reparation. 

No.  12620.     National  Association  of  Waste  Material  Dealers,  Inc..  New 
York,  N.  Y.,  vs.  Ann  Arbor  et  al. 

Unjust,  unreasonable  and  unlawful  classification  and  ratings  on 
scrap  rubber  in  Official  Classification  territory.  Asks  cease  and 
desist  order  and  sixth  class  rating. 

No.  12621.     The  Kaw  River  Sand  and  Material  Co.,  Kansas  City,  Mo., 
vs.  Arkansas  Central,  Payne  et  al. 

Unjust  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential or  prejudicial  rates  on  coal,  hay,  oil,  machinery  and;  othi 
commodities  between  points  of  origin  within  a  radius  of  1.000 
miles  of  Kansas  City  and  complainant's  plants  at  Turner,  Kan. 
Asks  cease  and  desist  order,  just  and  reasonable  rates  and 
reparation. 

No.  12622.     The  Continental  Paper  Co.  et  al.,  Bogota,  N.  J.,  vs.  D.  L,. 
&  W..  Payne  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential and  prejudicial  rates  on  waste  paper  from  points  in  New 
York  New  Jersey  and  Maryland  to  Bogota,  N.  J.  Asks  cease 
and  desist  order,  just  and  reasonable  rates  and  reparation. 

No.   12623.     Pacific  Coast   Shippers'   Association,   Inc.,   Seattle,   Wash., 
vs.  Ann  Arbor,  Payne  et  al. 
Unreasonable   and   excessive    rates    on    shingles    from   points    in 


Wisconsin.    Asks  reparation. 
No.  12524,  Sub.  No.  3.     U.  S.  Brick  Co.,  Tell  City,  Ind.,  vs.  Southern, 
and  Payne. 

Unjust  and  unreasonable  rates  on  bituminous  coal  from  Indiana 
mines  on  Southern  to  Tell  City,  Ind.  Asks  just  and  reasonable 
rates  and  reparation. 

No.   12524,   Sub.    No.   4.     Tell  City  Furniture   Co.,    Tell   City,   Ind.,   vs. 
Same. 

Unjust  and  unreasonable   rates   on   bituminous   coal   from   mine 
near  Chandler,  Ind.,  to  Tell  City.  Ind.     Same  prayer. 
No.  12524,  Sub.  No.  5.    Knott  Mfg.  Co.,  Tell  City,  Ind.,  vs.  Same. 

Same    complaint    as    to    shipments    of    coal    from    mines    near 
Boonville  and  Chandler,  Ind..  to  Tell  City.     Same  prayer. 
No.  12524,  Sub.  No.  6.     Tell  City  Flouring  Mills  vs.  Same. 

Same  complaint  as  to  shipments  of  coal  from  mines  near  Oak- 
land City,  Boonville  and  Chandler,  Ind.,  to  Tell  City.  Same 

No.  12524,  'sub.  No.  7.    Tell  City  Water  and  Light  Co.  vs.  Same. 

Same  complaint  as  to  shipments  of  coal  from  mines  near  Oak- 
land City,  Boonville,  Chandler,  Lincoln  City  and  Francisco,  Ind., 
to  Tell  City.  Same  prayer. 

No.    12624.      O-So-Ezy    Products   Co.    et   al.,    Chicago,    vs.    Abilene   & 
Southern,  Payne  et  al. 

Unjust  and  unreasonable  classifications  applied  on  shipments  of 
furniture  polish,  mops  and  mop  handles  from  Chicago,  New  York. 
San  Francisco  and  Denver  to  various  points  throughout  the  United 
States.  Asks  for  just  and  reasonable  classifications  and  repara- 
tion of  $100,000. 

No.  12625.    Corn  Belt  Packing  Co.  et  al.,  Dubtique,  la.,  vs.  Ann  Arbor 
et  al. 

Unjust,  unreasonable,  unduly  prejudicial  and  discriminatory 
rates  on  fresh  meats,  packing  house  products,  sheep  pelts,  hides, 
grease,  tallow,  switches,  etc.,  in  straight  or  mixed  C.  L.,  from 
Dubuque  to  Chicago  and  Rockford,  III.,  and  various  points  in  Wis- 
consin. Asks  just,  reasonable  and  non-discriminatory  rates. 

No.  12626.    Canton  Coal  Co.,  Canton,  111.,  vs.  Toledo.  Peoria  &  Western 
et  al. 

Unjust,  unreasonable  and  unduly  discriminatory  rates  on  bitumi- 
nous coal  from  mine  at  Rawalt,  near  Canton,  111.,  to  St.  Paul, 
Minn.  Asks  just  and  reasonable  rates  and  reparation. 

No.   12627.     The  Hercules  Motor  Mfg.   Co.,   Canton,   O.,   vs.   Michigan 
Central  et  al. 

Unjust  and  unreasonable  rates  on  coke  from  Detroit.  Mich.,  to 
Canton,  O.  Asks  just  and  reasonable  rates,  reparation  and  waiver 
of  undercharge  hills. 

No.  12628.   Charleston  (S.  C.)  Traffic  Bureau  vs.  Alabama  Great  South- 
ern et  al. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates 
on  beans,  canned  goods,  flour,  fruit  and  peas  from  Charleston, 
S.  C.,  to  points  in  Georgia  when  orginiating  on  the  Pacific  coast 
and  shipped  to  Charleston  by  water.  Asks  for  proportional  rates 
"which  will  enable  complainant  to  compete  with  Savannah  and 
Justify  continuance  of  water  line  between  Charleston  and  Pacific 
coast  ports. 

No.   12629.     Italian  Government  Commission,   New  York,   vs.    B.    &  O.. 
Payne  et  al. 

Unjust  and  unreasonable  rates  on  steel  billets  from  Massillon, 
O.,  to  Galveston.  Tex.,  for  export.  Asks  reparation  of  $81,064.67. 

No.  12630.     The  National  Live  Stock  Exchange,  Chicago,  vs.  A.  T.  & 
S.  F.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential or  prejudicial  rates  on  the  transportation  of  ordinary  live 
stock  between  interstate  destinations  because  of  increases  under 
Ex  Parte  74,  and  also  against  collection  of  terminal  charges  on  live 
stock  shipments  at  Chicago,  Omaha  and  other  points.  Asks  cease 
and  desist  order  and  just  and  reasonable  rates. 

No.  12631.     McKell  Coal  and  Coke  Co.  et  al.,  Glen  Jean,  W.  Va..  vs. 
C.  &  O.  et  al. 

Unjust,  unreasonable  and  unlawful  rates  on  semi-bituminous 
coal  from  complainants'  mines  in  West  Virginia  to  various  inter- 
state destinations.  Asks  cease  and  desist  order,  joint  through 
rates  on  the  district  basis  in  lieu  of  the  present  combination  rates 
and  just  and  reasonable  joint  through  rates. 

No.   12632.     The   Silica  Sand   Producers    Traffic  Assn.   et  al.,   Chicago, 
vs.  C.  B.  &  Q..  Payne  et  al. 

Unjust  and  unreasonable  rates  on  sand  from  Oregon,  Ottawa. 
Wedron  and  Millington.  111.,  to  Lancaster,  O.  Asks  cease  and 
desist  order.  Just  and  reasonable  rates  and  reparation. 

No.  12633.    Trie  Silica  Sand  Producers'  Traffic  Assn.  et  al.,  Chicago,  vs. 
C.  C.  C.  &  St.  L..  Payne  et  al. 

Unjust  and  unreasonable  rates  on  sand  from  Ottawa.  Oregon, 
Wedron  and  Millington.  111.,  to  Bluestone.  Ky.  Asks  just  and  rea- 
sonable rates,  cease  and  desist  order  and  reparation. 
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Gulfport  Harbor,  Gulfport,  Mississippi 


Gulfport,  Mississippi,  holds  the  record  for  exporting  the  greatest  combined  quantity 
of  Yellow  Pine  and  Hardwood  Lumber  of  any  port  in  the  United  States. 

High  records  of  worthy  achievements  are  not  made  without  good  reasons. 

ON  EXPORT  LUMBER,  GULFPORT  HAS: 


No  wharfage  charges. 

No  handling  charges  on  lumber  and  articles 

taking  lumber  rates. 
No  charges  for  storage  in  open  storage  yards. 


No  handling  from  cars  to  shipside.  Each 
car  is  placed  alongside  ship  with  con- 
tents in  reach  of  ship's  tackle,  avoiding 
breakage,  shortage  and  defacement. 


Nearly  two  miles  of  modern  docks  with  rail  service  at  every  berth. 

AN  ECONOMICAL  PORT 


Served  by  the 


GULF  AND  SHIP  ISLAND  RAILROAD 

Inquiries  </.v  to  the  (iifanutnys  of  tins  port  tire  solicited. 


T.  E.  Harris,  Traffic  Manager 

Gulf  and  Ship  Island  Railroad 


Gulfport,  Mississippi 
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No.  12634.    Hewitt-Wilcox  Coal  Co.  et  al.,  Auburn,  N.  Y.,  vs.  D.  L.  & 

Unjust  and  unreasonable  rates  on  anthracite  coal  from  points  of 
origin  in  Pennsylvania  to  destinations  in  New  York.     Asks  cease 
and  desist  order,  just  and  reasonable  cates  and  reparation. 
No.  1Z635.     Co-operative  Oil  and  Taint  Co.  et  al..  Little  Rock,  Ark.,  vs. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unlawful  rates 
on  rooflng  and  paving  material  from  Aurora,  Chicago,  Bast  bt. 
l,ouis  111.,  and  various  other  interstate  points  to  Little  Rock,  Ark. 
Asks  cease  and  desist  order,  just  and  reasonable  rates  and  repara- 

No.   12636.     Hunt,  Helm,  Ferris  &  Co.,  Harvard,   111.,  vs.   C.  &  N.  W. 

Unjust,     unreasonable    and    unjustly    discriminatory    switching 
charges  at  Harvard,  111.    Asks  cease  and  desist  order  and  just  anil 
reasonable  charges. 
No.  12637.     Public  Service  Commission  of  Nevada  vs.  Sou.  Pac. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial class  rates  from  California  points  to  points  in  Nevada.  Asks 
cease  and  desist  order  and  Just,  reasonable  and  non-discriminatory 

No.  12638.     V.  G.  Tice.  Alientown,  Pa.,  vs.  Lehigh  Valley  and  Payne. 
Unjust,    unreasonable,    unjustly    discriminatory,    unduly    prefer- 
ential or  prejudicial  rates  on  raw  milk  from  Yale,  N.  Y.,  to  Allen- 
town,  Pa.    Asks  reparation. 

No.  12638,  Sub.  No.  1.    Same  vs.  Lehigh  Valley. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential or  prejudicial  rates  on  raw  milk  from  Yale,  N.  Y.,  to  Allen- 
town,  Pa.  Asks  reparation.  • 

No.  12639.    The  F.  B.  Clay  Grain  Co.  et  al.,  Kansas  City,  Mo.,  vs.  A.  T. 
&  S.  F.,  Payne  et  al. 

Unjust,  unreasonable  and  prejudicial  rates  on  grain  in  carloads 
from  points  in  Kansas,  Oklahoma.  Missouri,  Nebraska,  Iowa,  Min- 
nesota, South  Dakota,  North  Dakota,  Colorado.  Montana,  Wyom- 
ing, Utah.  New  Mexico  and  Idaho  to  Galveston,  Tex.,  for  export, 
by  reason  of  the  fact  that  an  additional  charge  for  switching  be- 
tween the  line-haul  carriers  and  elevators  at  the  piers  is  made. 
Asks  for  rates  not  in  excess  of  the  line-haul  rates  and  reparation. 

No.  12640.     The  Rock  Products  Traffic  League.  Chicago,  vs.  New  York 
Central,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  sand  from  Ottawa,  Oregon. 
Millington  and  Wedron.  111.,  to  Toledo,  O..  by  reason  of  the  fact 
that  the  combination  of  rates  exceeded  through  rates  and  violative 
of  fourth  section.  Asks  reasonable  rates  and  reparation. 

No.   12641.     The  Silica   Sand   Producers'   Traffic  Assn.   et  al.,   Chicago, 
vs.  C.  B.  &  Q.,  Payne  et  al. 

Unjust,  unreasonable  rates  on  sand  from  Ottawa.  Oregon.  Mil- 
lington and  Wedron,  111.,  to  Erwin,  Tenn.  Asks  just  and  reason- 
able rates  and  reparation. 

No.   12642.     The  Silica  Sand   Producers'   Traffic  Assn.   et  al.,   Chicago, 
vs.  C.  &  O.,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  sand  from  Ottawa,  Oregon, 
Millington  and  Wedron,  111.,  to  Farmers,  Ky.  Asks  just  and  rea- 
sonable rates  and  reparation. 

No.    12643.      F.    S.    Harmon    &    Co.,    Tacoma,    Wash.,    vs.    P.    C.    C.    & 
St.  L.  et  al. 

I'njust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential rates  on  fibre  chairs  from  Jeffersonville,  Ind.,  to  Portland, 
Ore.  Asks  for  reparation. 

No.   12644.     The   Lakewood   Engineering  Co.,    Cleveland,   O.,   vs.    New 
York  Central. 

Unjust,  unreasonable  and  discriminatory  rates  on  iron  and  steei 
rails  and  iron  and  steel  railroad  cross  ties  riveted  together,  from 
Cleveland,  O..  to  New  York  City  for  export.  Asks  reparation. 

No.   12644,  Sub.   No.   1.     The   Lakewood   Engineering  Co.   vs.   B.   &  O. 
et  al. 

Unjust,  unreasonable  and  discriminatory  rates  on  iron  and  steel 
rails  and  iron  and  steel  cross  ties,  riveted  together,  from  Cleve- 
land, O.,  to  New  York  City  for  export.  Asks  reparation. 

HARTWELL   RAILWAY   STOCKS   AND    BONDS 
The   Hartwell  Railway   Company  of   Georgia   has   been  au- 
thorized by  the  Commission  to  issue  $20,000  of  capital  stock  for 


delivery  to  the  Southern  Railway,  which  owns  all  of  the  capital 
stock  of  the  company,  in  exchange  for  bonds  of  the  road  for- 
merly held  by  the  Southern.  The  applicant  issued  the  bonds 
March  1  1898,  under  a  mortgage  extending  to  81  acres  of  land 
at  Air  Line,  Ga.  The  Southern  held  the  bonds  and  the  applicant 
company  availed  itself  of  an  opportunity  to  sell  the  land  at  an 
advantageous  price.  To  free  the  land  of  the  lien  under  the 
mortgage  the  Southern  agreed  and  did  cancel  the  bonds,  with 
the  understanding  that  it  was  to  get  $20,000  in  stock.  The  appli- 
cation which  the  Commission  has  approved  was  made  to  enable 
the  applicant  to  fulfill  that  agreement. 

APPLICATION   FOR  EXTENSION 

Authority  to  construct  and  operate  a  branch  line  in  Cumber 
land  county,  New  Jersey,  is  requested  by  the  Central  Railroad  of 
New  Jersey  in  an  application  filed  with  the  Commission.  The 
operation  for  which  approval  is  asked,  includes  about  3.13  miles 
of  plant  track  which  has  already  been  constructed  by  the  Sea- 
brook  Farms  Company,  and  is  to  be  acquired  from  it;  about 
1.89  miles  of  track  which  has  been  constructed  by  the  applicant 
since  November  8,  1920,  as  an  industrial  spur  to  connect  its 
New  Jersey  Southern  Division  with  the  plant  track,  and  about  1 
mile  of  additional  track  which  the  applicant  proposes  to  con- 
struct as  an  extension  of  the  plant  track.  Approval  of  the  ap- 
plication will  afford  quick  dispatch  service  for  high  grade  mar- 
ket produce  to  the  New  York  markets,  the  applicant  states. 

ST.  L.,  EL  R.  &  W.  CERTIFICATES 

Arthur  L.  Mills,  receiver  of  the  St.  Louis,  El  Reno  &  West- 
ern Railway  Company,  has  applied  to  the  Commission  for  author- 
ity to  issue  $15,000  of  receiver's  certificates  to  pay  off  $5,000  of 
outstanding  receiver's  certificates  and  to  meet  an  indebtedness 
of  $10,000  incurred  in  making  repairs  to  the  property. 


F.  C.  &  G.  BONDS 

The  Fernwood,  Columbia  &  Gulf  Railroad  Company  has  been 
authorized  by  the  Commission  to  issue  and  sell  not  exceeding 
$200,000  of  6  per  cent  refunding  mortgage  bonds,  and  to  use  the 
proceeds  to  meet  equipment  notes  and  the  cost  of  construction 
work. 


C.    T.  H.  &  S.  E.  NOTES 

The  Chicago,  Terre  Haute  &  Southeastern  Railway  Company 
has  applied  to  the  Commission  for  authority  to  issue  its  promis- 
sory notes  totaling  $837,000.  bearing  7  per  cent  interest,  to  meet 
outstanding  demand  notes. 


ANN    ARBOR    BONDS 

The  Commission  has  authorized  the  Ann  Arbor  to  pledge 
with  the  Director-General  of  Railroads  $25,000  of  30-year  5  pel- 
cent  improvement  and  extension  mortgage  bonds  as  collateral  in 
substitution  for  $12,600  of  two-year  secured  notes  now  constitut- 
ing part  of  the  collateral  security  for  demand  notes  issued  to  the 
Director-General  by  the  company  in  1918  and  1919  in  an  aggre- 
gate amount  of  $492,700. 


Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
haying  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  in 
this  Docket  will  be  noted  elsewhere. 

May  2 — Santa  Fe,  N.  M. — Examiner  Gerry: 
12351 — Santa  Fe  Metal  and  Iron  Co.  vs.  Director  General. 

May  2 — Lancaster,  Pa. — Examiner  Carter: 
12366 — John  W.  Eshelman  &  Sons  et  al.  vs.  M.  &  O.  et  al. 

May  2 — Bay  City,  Mich. — Examiner  Jewell: 

12373— The   Kneeland   Bigelow   Co.   et   al.   vs.    Director  General   and 
Michigan  Central. 

May  2 — Pueblo,-  Colo. — Examiner  Pattlson: 
12227 — Driscoll  Coal  and  Wood  Co.  et  al.  vs.  Director  General. 

May  2 — New  Orleans,  La. — Examiner  Archer: 

I.  and  S.  1320— Oil  from  Texas  ports  to  Sulphur  Mine,  La. 
May  3 — Washington,  D.  C. — Examiner  Bartel: 

12557 — Northern  West  Virginia  Coal  Operators'  Assn.  vs    P    &  I/    E 

et  al. 

May  4 — Chicago,  III. — Director  Colston: 
Finance  Docket  1165— Application  of  the  N.  Y.   C.  R.   R.  Co    for  a 

certificate  of  public  convenience  and  necessity  (further  hearing). 
May  4 — New  York,  N.  Y. — Examiner  Carter: 

2104 — Midland  Linseed  Products  Co.  vs.  Erie  et  al. 
12290 — Midland  Linseed  Products  Co.  vs.  Erie  et  al. 
May  5 — New  York,  N.  Y. — Examiner  Carter: 

12295— West  Virginia  Pulp  &  Paper  Co.  vs.  Director  General. 
MaX  5 — Douglas,  Ariz. — Examiner  Gerry: 
12364— Southern   Arizona   Traffic   Assn.    et   al.    vs.    Arizona   Eastern 

12M1— Southern   Arizona   Traffic   Assn.   et   al.   vs.    Arizona   Eastern 


May  5 — Milwaukee,  Wis. — Examiner  Jewell: 
12288— Jiffy  Dessert  Co.  vs.  C.  &  N.  W.  et  al. 
Portions  of  fourth  section  application  959 — W.  A.  Poteet. 

May  5 — Argument  at  Washington,  D.  C. : 

12123 — Ohio  rates,  fares  and  charges. 
May  6— New  York,  N.  Y.— Examiner  Carter: 

12296— International  Paper  Co.  vs.  Director  General. 
May  6 — Argument  at  Washington,  D.  C. : 

10393— Pittsburgh,    Allegheny   &   McKees   Rocks   R.    R.    Co.    vs.    Pa. 
R.  R.  et  al. 

10236— Diamond  Alkali  Co.  vs.  Fairport.  Painesville  &  Western  et  al. 
May  7 — New  York,  N.  Y. — Examiner  Carter: 

12303— Edwin  H.   Sayre  et  al.  vs.   C.  R.  R.  of  N.  J.   et  al. 
May  7 — Minneapolis,  Minn. — Examiner  Jewell: 

12246 — Brooks  Scanlon  Lumber  Co.  et  al.  vs.  Ann  Arbor  et  al. 
May  9— Washington,  D.  C.— Examiner  Smith: 
I.  and  S.  1322 — Minimum  charge  on  L.  O.  L.  shipments. 
May  9 — Washington,  D.  C. — Examiner  Barclay: 

!:  12066 — Construction    and    repair    of    railway    equipment     (locomotive 
equipment  of  the  Pa.   R.   R.  and  affiliated  lines— further  hearing). 
May  9— Norfolk,  Va.— Examiner  Fuller: 

12375— F.  S.  Royster  Guano  Co.  vs.  Director  General, 
May  9 — Peoria,  111. — Examiner  Money: 

12291— Sharon  Coal  Co.  et  al.  vs.  C.  &  A.  et  al 

12280— Central  Illinois  Light  Co.  vs.  C    &  A    et  al 

12323— Edgar  C.  Foster  vi  C.  &  A e It  at 
May  9 — Minneapolis.  Minn. — Examiner  Jewell- 

12344 — Canby  Milling  Co.  vs.  O.  St.  P.  M.  &  O.  et  al. 
May  9 — Los  Angeles,  Cal. — Examiner  Gerry 

J?1^r~^a!iyad^  Fertilizer  Co.  vs.  Southern  Pacific  et  al. 

12390— California    Fruit    Gowers'     Exchange    vs.     Grand    Trunk    of 
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The  Pennsylvania  Tank  Line  leases  "Pennsylvania"  Tank  Cars 
to  Producers,  Refiners  and  Marketers  of  petroleum  and  other  liquid 
products.  Tank  Line  records  show  that  approximately  70%  of  our 
cars  are  used  to  transport  petroleum  products,  the  remaining  30% 
being  used  in  hauling  a  wide  list  of  other  liquid  products — such  as 
acids,  ammonia,  alcohol,  calcium  chloride,  caustic  soda,  fish  oils, 
glycerine,  glucose,  lard,  molasses,  mineral  waters,  paints,  rosin, 
syrups,  tallow,  toluol,  turpentine,  vinegar,  wine,  etc. 

We  now  have  available  for  immediate  lease  a  limited  number  of 
8,000  AND  10,000  GALLON  CARS 

These  cars  will  be  leased  at  attractive  figures  to  the  first  applicants. 
Write  us  for  rentals  and  further  particulars. 

PENNSYLVANIA  TANK  LINE 
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May  9 — Salina,  Kan. — Examiner  Early: 

12334 — Freeman  Grain  C».  vs.  Director  General. 
May  10 — Washington.  D.  C.— Examiner  Butler: 

*  12159 — Consolidated  Press  Assn.  vs.  Western  I'nion  Telegraph  Co. 
May  10 — New  York.  N.  Y. — Examiner  Carter: 
12382— Chevrolet  Motor  Co.  of  Texas  vs.  C.  R.  I.  &  P.  et  al. 
12383— Chevrolet  Motor  Co.  of  New  York  vs.  C.   &  E.   I.  et  al. 
12383,  Sub.  No.  1— Chevrolet  Motor  Co.  of  New  York  vs.  C.  &  E.  I. 

et  al. 

May  11 — Chicago.   111. — Examiner  Money: 
I.  and  S.  1316 — Carload  minimum  weight  on  sugar  between  western 

points. 

May  11 — Atlanta,  Ga.— Examiner  Fuller: 

12233— Hudson  Mule  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al.     Such  fourth 
section  departures  as  may  exist  in  the  adjustment  of  rates  will 
be  considered  by  the  Commission  in  the  disposal  of  this  complaint. 
May  11 — Argument  at  Washington,  D.  C. : 

11040 — Boston  Wool  Trade  Assn.  vs.  B.  &  A.  et  al. 
May  11 — New  York.  N.  Y. — Examiner  Carter: 

12381 — Chevrolet  Motor  Co.   of  Michigan  vs.    Grand   Trunk    Western 

et  al. 
12395— Chevrolet  Motor  Co.  of  California  vs.  Erie  et  al. 

May  12 — Chicago.  111. — Examiner  Money: 

12276 — Wm.  L.  Carney  vs.  Director  General. 

12372— Wm.  L.  Carney  vs.  M.  St.  P.  &  S.  S.  M.  et  al. 
May  12 — New  York,  N.   Y. — Examiner  Carter: 

12397 — Chevrolet  Motor  Co.  of  Texas  vs.  Michigan  Central  et  al. 
May  12 — Washington.  D.  C. — Examiner  Smith: 

12352 — C.  G.  Chevalier  vs.  Director  General. 

May  12 — Wichita,   Kan. — Examiner  Early: 
12326 — The   Wichita   Board  of  Commerce   et  al.   vs.   A.   T.   &   S.   F. 

12353— The  Vickers  Petroleum  Co..  Inc.,  vs.  A.  T.  &  S.  F.  et  al. 

May  12 — Argument  at  Washington.  D.  C. : 

11673 — The  Ft.  Dodge  Commercial  Club  et  al.  vs.  Ark.  Central  et  al. 

10461— Peerless  Coal  Co.  of  Illinois  vs.  A.  T.  &  S.  F.  et  al. 

10461   (Sub.   No.  1)— The  Jones  &  Adams  Coal  Co.  vs.  A.  T.  &  S.  F. 

et  al. 
May  12 — San  Francisco,  Calif. — Examiner  Gerry: 

12306— E.  W.  Falllni  vs.  Sou.   Pac. 

12540— E.  W.  Fallini  vs.    Sou.   Pac.   ot  al. 

12429 — Pacific  Guano  and  Fertilizer  Co.,  Inc.,  vs.  Sou.  Pac.  ct  al. 
May  13 — Kansas  City.   Mo. —  Examiner  Kcclrr: 

*  I.  and  S.  1323 — Transit  privileges  on  export  grain  (<>  Texas  ports. 
May  13 — Argument  at  Washington.  D.   C.: 

11395 — The  Gary-Saml-I,ine  UrieU  Co.  vs.  A.  T.  &  S.   K.  el  ;il. 

11354 — Producers'  Refining  Co.  vs.  O.  C.  &  S.   !•'.  el  al. 

11317— Illinois  Brick  Co.  et  al.  vs.  Pa.  K.   K.  et  al. 
lay  13 — Chicago,  111. — Examiner  Money: 

12348 — Brlggs  &  Turivas  vs.  Southern  Ry.  and  Director  General. 
May  13 — Washington.  D.  C.— Examiner  Smith: 

12321 — O.  Gilpen.  Langdon  &  Co..  Inc..  vs.  Director  General. 

12321    (Sub.  No.  1) — McCormick  &  Co..   Inc..  s-s.  Director  General. 
May   13 — San   Francisco,   Calif. — Examiner  Gerry: 

12333— Standard  Oil  Co.  (California)  vs.  A.  T.  &  S.  F.  et  al. 

12340— Agate  Products  Co.  vs.  Director  General. 
May  13 — Louisville,  Ky. — Examiner  Witters: 

•  I.   and   S.    1327-^-Clam   and  mussel   shells   from   Cloverport   and   oilier 

Kentucky  points. 

May  14 — Argument  at  Washington.  D.  C.: 

11263 — Consumers'  Ice  Co.  et  al.  vs.  Director  General  and  I'ere  Marti- 
11364 — Duquesne  Coal  and  Coke  Co.  et  al.  vs.  P.  &  W.  V.  et  al. 
11873 — Collins  Northern  Ice  Co.  vs.  Director  General. 
May  14 — Chicago,  III. — Examiner  Money: 
12396 — Chicago  Bridge   and  Iron   Works   vs.  Erie  et  al. 
Portions   of  fourth   section   applications   Nos.    1625.    1774.    1775.    C.    C. 

McCain.  1787,  Erie     R.  R. 
12346 — Old  Ben  Coal  Corp.  vs.  Director  General  and  C.  B.  &  Q. 


&   H. 


May  14  —  Tampa,  Fla.  —  Examiner  Fuller: 

12368  —  Florida  Citrus  Exchange  vs.  Director  General. 
May  14  —  Sioux  City,  la.  —  Examiner  Jewell: 

12380—  The  Philip  Bernard  Co.  vs.  C.  &  N.  W.  et  al. 
May  14—  San  Francisco,  Calif.—  Examiner  Gerry: 

12361—  Grayson-Owen  Co.  vs.  Nev.-Calif.-Ore.  Ry.  et  al. 
May  16—  Argument  at  Washington,  D.  C.: 

11760—  Frank  P.  Miller  Paper  Co.  et  al.  vs.  Pa.  R.  R.  et  al. 

11712—  Carnation  Milk  Products  Co.  vs.  A.  T.  &  S.   F.  ct  al. 

11674—  Hillsboro  Coal  Co.  vs.  C.  C.  C.  &  St.  L.  et  al. 
May  16  —  Chicago,  111.  —  Examiner  Money: 

12302  —  Armour  &  Co.  et  al.  vs.  Chicago  Junction  Ry.  et  al. 

12283—  Wilson  &  Co.,  Inc..  vs.  C.  &  A.  et  al. 

12176—  Morris  &  Co.,  vs.  Chicago  Junction  Ry.  et  al. 
May  16  —  Boston,  Mass.  —  Examiner  Carter: 

12350—  Minute  Tapioca  Co.  vs.  Boston  &  Maine  et  al. 

12386—  North  Packing  and  Provision  Co.  et  al.  vs.  N.  Y.  N.  11. 

et  al. 
May  16  —  Philadelphia,  Pa.  —  Examiner  Smith: 

12279  —  Atlantic  Refining  Co.  vs.  C.  &  O.  et  al. 

12142  —  John   Buckland,    trading   as    National    Slag   Co.,    vs.    Direotot 

General. 
May  16  —  Kansas  City.  Mo.—  Examiner  Keeler: 

12369  —  Peet  Bros.  Mfg.  Co.  vs.  Director  General. 

12369  (Sub.  No.  1)  —  Peet  Bros.  Mfg.  Co.  vs.  Director  General. 

12310  —  The  Buhler  Mill  and  Elevator  Co.,  Inc.,  vs.  Director  General. 
May  16  —  San  Francisco.  Calif.  —  Examiner  Gerry: 

12347  —  California  Cotton  Mills  Co.  vs.  Director  General  et  a], 

12341  —  Rosenberg  Bros.  &  Co.  et  al.  vs.  Director  General. 
May  16  —  Owensboro,   Ky.  —  Examiner  Witters: 

11197  —  Owensboro  Wheel  Co.  et  al.  vs.  Southern  et  al. 
May  16  —  Sioux  City,  la.  —  Examiner  Jewell: 

12378  —  Haley    Neeley   Co.    vs.    Director   General    and    American    Ry 

Express. 
May  16  —  Tulsa.   Okla.  —  Examiner  Early: 

12331  —  Frick-Reid  Supply  Co.  vs.  P.  &  L.  E.  et  al. 

12331  (Sub.  No.  1)—  Frick-Reid  Supply  Co.  vs.  B.  &  O.  et  al. 

12331   (Sub.  No.  2)  —  Frick-Reid  Supply  Co.  vs.  Erie  et  al. 

12331   (Sub.  No.  3)  —  Frick-Reid  Supply  Co.  vs.  T.  St.  L,.  &  W.  et  al. 

12331   (Sub.  No.  4)  —  Frick-Reid  Supply  Co.  vs.  Pa.  R.  R.  et  al. 

12331  (Sub.   No.  5)—  Frick-Reid  Supply  Co.  vs.  Pa.  R.  R.  et  al. 
'12365  —  Oklahoma  Iron  Works  et  al.  vs.  A.  C.  &  Y.  et  al. 

May  16  —  Mobile.  Ala..  —  Examiner  Fuller: 

12287  —  Gulf  City  Mfg.  Co.  vs.  Director  General. 
May  16  —  Memphis,  Tenn.  —  Examiner  Pitt: 

9702  —  Memphis   southwestern   investigation. 

7304  —  City  of  Memphis  et  al.  vs.  C.  R.  I.  &  1'.  et  al. 

9927  —  Railroad  Commission  of  Arkansas  et  al.  vs.  Arkansas  Central 
et  al. 

9886  —  Chamber  of  Commerce,  Monroe,  La.,  vs.  Arkansas  &  Louisiana 
Midland  et  al. 

10084  —  Natchez  Chamber  of  Commerce  vs.  Natchez  &  Southern  et  al. 

6390  —  Memphis  Freight  Bureau  vs.  St.  L.  I.  M.  &  S.  Ry.  et  al. 

10418  —  Arkansas  Jobbers  and  Manufacturers  Assn.  vs.  C.  R.  I.  &  P. 
Ry.  et  al. 

10419  —  Arkansas    Jobbers    and    Manufacturers    Assn.    vs.    Beaumont, 
Sour  Lake  &  Western  Ry.  et  al. 

7250  —  Shreveport  Chamber  of  Commerce  et  al.  vs.  A.  &.  V.  Ry.  et  al. 

Portions  of  numerous  fourth  section  applications  which  have  been 

consolidated  with  the  above  cases. 
May  17  —  Chicago,  111.  —  Examiner  Money: 
12305  —  Armour  &  Co.  vs.  O.  B.  &  Q.  et  al. 

12332  —  Armour  &  Co.  vs.  D.  L.  &  W.  and  Director  General. 
May  17  —  Birmingham,   Ala.  —  Examiner  Fuller: 

12324  —  Wofford  Oil  Co.  vs.  H.  &  B.  V.  et  al. 

12374  —  Wofford  Oil  Co.  et  al.  vs.  N.  O.  &  N.  E.  et  al. 
May  17  —  Philadelphia,   Pa.  —  Examiner  Smith: 

11528  —  Abrasive  Co.  vs.  Grand  Trunk  of  Canada  et  al. 
May  17  —  Kansas  City,  Mo.  —  Examiner  Keeler: 

12197  —  Dewey  Portland  Cement  Co.  vs.  A.  T.  &  S.  F.  et  al. 
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4-ONE  BOXES 

Reduce  Wastage  in  Transit 


Proper  packing  is  a  matter  in  which 
all  transportation  companies  and  ship- 
pers are  interested.  The  former  bear 
an  unnecessary  load,  amounting  to 
millions  of  dollars  annually,  in  the 
form  of  loss  and  damage  claims  caused 


by  improper  packing.  Shippers  also 
carry  their  share  of  the  burden  result- 
ing from  pilferage,  damaged  mer- 
chandise and  disputed  claims. 

Co-operation  to  eliminate  such  losses 
is  essential. 


Pack  Properly— Start  Shipments  Right 


4-ONE  BOXES  represent  a  definite  aid  in 
this  direction. 

4-ONE  BOXES,  when  properly  packed  and 
closed,  give  their  contents  maximum  protec- 
tion. Binding  wires  are  stapled  to  the  sides, 
top  and  bottom  of  every  box.  The  ends  of 
each  wire  should  be  securely  twisted  together 
to  obtain  the  combined  holding  power  of 
every  wire. 

Use  of  either  of  the  closing  tools  shown  here,  for 
twisting  the  ends  of  each  binding  wire  together,  is 
recommended.  A  single  operation  makes  the  twist 
and  automatically  removes  the  rough  ends  of  the 
wire.  Knock  the  twist  down  against  the  side  of 
the  box  as  illustrated  above. 

Write  for  free  copy  of  4-ONE  TALKS,  our  quarterly 
bulletin  on  better  packing. 

4-One  Box  Makers 
Association 

Dept.  A          Conway  Bldg.,  Chicago 


Use  Either  of  These 
Closing  Tools 


Patent  Applied  For 

Bauwens  Toggle  Twister 


Patent  Applied  For 

Bruce  Twister 

Either  tool  makes  uniformly  good  twists 
with  smooth  ends.  No  other  tool  does 
the  work  so  well. 
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WETZEL  DROP  FRONT  TARIFF  FILES 


(PATENTED) 


The  Best  File  for  Filing  and  Referring  to  Tariffs  Instantly 

NO  INDEXING  NECESSARY 
A  LETTER  FROM  A  SATISFIED  CUSTOMER 


P.  A.  ffetiel  Company, 
888  north  Bells  Street 
Chicago,    111. 

Gentlemen: 

Tie  are  pleased  to  acknowledge  receipt  of 
the  Betzel  Drop  Front  Tariff  ?ile.  It  arrived  in 
good  condition  and  is  now  in  use. 

The  drop  front  has  a  distinct  advantage 
over  any  other  file  that  we  have  seen,  ne  consider 
this  the  most  efficient  tariff  file  on  the  narket. 
It  meets  our  every  purpose  -  the  tariffs  are  easily 
aooessable  and  can  be  found  at  a  glance.  It  has  an 
excellent  finish  and  is  well  constructed  and  makes 
a  very  attractive  piece  of  office  furniture. 


T}— T  »  r  1  ff  flle 
Section  w!Ul 
II  — I  In* 
Drop  rront 


T»— B  1  1  d  I  B  ( 
8.0- 


Yours  very  truly. 


'r  £c£^i>ct^b— y. 


Manager  of  Transportation. 


The  initial  cost  is  the  only  expense  connected  with  these  tariff  files.  When  this  is 
compared  with  the  continuous  saving  made  through  proper  routing  and  correct 
rates,  it  is  evident  that  the  best  tariff  files  are  a  necessary  and  paying  investment. 

Write  Today  for  Tariff  File  Information 

P.  A.  WETZEL  COMPANY 


Chicago  Salesroom, 

1351  Marquette  Building 


Address  all  correspondence  to 

General  Office  and  Factory,  Springfield,   111. 
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LUCKENB ACH  LINES 

s         -  Express  Freight  Service 

U.  S.  Mail  Steamers  Twin  Screw  American  Steamers 


New  York 
New  York 


Rotterdam 


Philadelphia 
New  York 


Rotterdam 


Hamburg 

Amsterdam 
Amsterdam 


PhiTadelphiaf    Port  of  Los  Angeles      San  Francisco 

Through  Bills  of  Lading  issued  to  and  from  Hawaiian  Islands  and  North  Pacific  Ports 

GENERAL  OFFICES:  44  Whitehall  Street,  New  York 


CHICAGO,  Marquette  Building 
T.  J.  McGEOY 

General  Western  Freight  Agent 


MINNEAPOLIS,  Metropolitan  Life  Building 
C.  H.  DRINKWATER 

Northwestern  Freight  Agent 


Philadelphia 
Lafayette  Building 


Los  Angeles 
Central  Building 


St.  Louis 
Pierce  Building 


San  Francisco 
Merchants  Exchange 


XPERT  C 


That's  our  business,  Friends — that  and  decided  saving  of  both  time  and  money  for  shippers  of  freight  by  land  or  sea.  A  package 
to  a  carload — foreign  or  domestic.  Eleven  well  equipped  offices  at  convenient  points  from  the  Atlantic  to  the  Pacific,  in  fact  a 
service  which  stretches  around  the  world  and  contracts  shipping  expense. 

The  truth  is  that  is  just  what  this  service  of  ours  has  been  doing  for  twenty-two  years,  and  what  it  is  ready  to  do  for  you 
right  now. 

Try  it  on  your  next  shipment  and  see. 


Fnr 
uLU 


Household  Goods,  Automobiles,  Machinery,  Pianos  and  General  Merchandise  for  Export 


General  Offices:     Chicago,  203  Dearborn  Street 


Boston,  Old  South  Building 
Buffalo,  Ellicott  Square 
Philadelphia,  Drexel  Building 


Cincinnati,  Union  Trust  Building 
Cleveland,  Hippodrome  Building 
Los  Angeles,  Van  Nuys  Building 


Eastern  Offices:     New  York,  Woolworth  Building 

San  Francisco,  Monadnock  Building 

Seattle,  Alaska  Building 

Portland,  Oregon,  13th  and  Kearney  Streets 


Write  the  Nearest  Office. 


The  Traffic  World 

ISSUED  EVERY  SATURDAY  BY 

THE  TRAFFIC  SERVICE  CORPORATION,  CHICAGO,  ILL 

(Copyntht.  1911.    Fifteenth  Year) 
A  working  tool  for  traffic  men.  both  industrial  and  railroad:  a  national  journal  of  transportation  news:  independent  at  between  Carrier  and  shipper 
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W.  C.  TYLER.  Secretary-Treasurer 
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H.  W.  KELLOGG.  Advertismg  Managtr 
1  J.  HAMM.  Marnier.  A.  E.  HElSS,  Chief, 

I  Special  Service  Department.  Washington  Washington  News  Bureau 

All  subscriptions  are  payable  in  advance  and  renew  automatically  at  end  of  period  unless 
notification  to  contrary  is  given. 

All  remittances  ihould  be  made  payable   to  order  of  THE  TRAFFIC  SERVICE   COR 
PORATION.  Chicago,  and  ihould  be  in  Chicago  or  New  York  exchange. 

TERMS  OF  SUBSCRIPTION 

ONE  YEAR 110.00 

SIX  MONTHS 6.00 

THREE  MONTHS .    3.00 

SINGLE  COPY .25 


418-430  South  Market  Street. 
CHICAGO.  ILL. 


Colorado  Building, 
WASHINGTON,  D.  C. 


EXPLANATION  FOR  DELAY 
We  apologize  to  our  readers  for  the  delay  in  mailing 
this  issue  of  The  Traffic  World,  but  it  was  due  to  a  strike 
of  printers  and  was  unavoidable  on  our  part.  The  maga- 
zine is  two  days  late  but,  as  at  least  a  partial  offset,  it 
contains  later  news  than  usual.  The  Daily  Traffic 
World,  which  was  issued  every  day  of  the  strike,  which 
lasted  from  Monday  morning  until  Thursday  night  of 
this  week,  got  back  to  normal  both  as  to  contents  and 
time  of  delivery,  with  the  May  7  issue.  The  Traffic  Bul- 
letin will  be  three  and  possibly  four  days  late.  It  also 
will  contain  later  material  than  usual.  We  hope  our 
subscribers  will  bear  with  us.  We  have  spared  no  trou- 
ble or  expense  in  doing  the  best  that  could  be  done  in  a 
difficult  situation. 


RATES  AND  BUSINESS  DEPRESSION 
Evidences  are  many  that  President  Harrlingr 
that  a  reduction  in  freight  rates  is  the  first  and  most  ijfl- 
portant  Step  to  be  taken  in  hrinpinf  busings  hark  tr.  nnr- 
malcy—  that  high  freight  rates  are  the  chief  cause  of  the 
depression  jp  h^sines.s-  His  thought  has  plenty  of  material 
on  which  to  feed  in  the  complaints  voiced  in  the  public 
press,  in  speeches  by  ill-informed  members  of  Congress, 
and  made  in  one  way  or  another  to  the  Interstate  Com- 
merce Commission  by  representatives  of  business  that 
thinks  itself  oppressed  by  the  high  level  of  rates  and  seeks 
reductions  as  a  remedy.  It  may  be  said  also  that  the  Conr- 
mission  is  continuing  to  lend  ear  to  these  r™npfaintc.  and 


is  meeting  them  in  what  wins  tn  HP  a 


attf-tnnt 


We  have  tried  to^show  the  ^all 
the  high  freight  rates  an:  rcsjxnisible^forjlic^^onditj^n  o^ 
business ;  that  they  are,  at  most,  only  a  minor  factor  among 
many  causes  for  commercial  depression;  and  jhat^ to_ reduye 
thern_arbitrarily  on  tjje  ^Jjeorv^that  lowcj^ratcs  will  £evive_ 
business  wguldjje  noj  on|v  to  failjn  tjje  rsvjvajjifjjusjnes^ 
generally  but  to^  wreck  the  rajjrojyd  busiacsj^  now  Jhpveriqg 
on^the^-erge  qf^bankri^ntc.v.,  We  have  quoted  extensively 
Chairman  Clark,  of  the  Interstate  Commerce  Commission, 
whose  ideas  are  exactly  opposed  to  those  of  the  President 
and  we  think  his  logic  has  been  convincing,  even  if  our  own 


has  not. 


has  not 
It 


may  be  well  to   show   in   some  conc"^f 


_ 


fallacy  of  the  theory  about  which  wf  f|p»  tnll-Lntr  Chairman 
Clark  himself  has  cited  some  concrete  examples.  Writing 
to  Senator  Shortridge,  who  had  queried  him  as  to  the  ad- 
visability of  holding  a  conference  at  Los  Angeles  between 
shippers  and  railroad  men  with  respect  to  fruit  and  vegetable 
rates  from  California,  he  said  :  "The  conference  at  Dallas 
does  not  seem  to  promise  any  readjustment  of  the  rates  on 
fruits  and  vegetables.  The  railroads  have  taken  the  view 
that  a  reduction  would  not  increase  the  volume  of  move- 
ment and  that,  in  view  of  financial  conditions,  they  cannot 
afford  to  reduce  the  rates.  We  have  some  vigorous  repre- 
sentations from  interests  in  Florida  that  the  rates  were 
stifling  the  movement  of  fruits  and  vegetables  from  Florida, 
but  upon  investigation  and  ascertainment  of  all  the  facts  it 
developed  that  the  movement  of  fruits  and  vegetables  for 
the  period  Nov.  1,  1920,  to  March  1,  1921,  exceeded  by 
several  hundred  cars  the  movement  during  the  same  period 
of  1919-1920.  We  are  in  no  wise  insensible  to  the  diffi- 
culties which  shippers  generally  are  experiencing,  but  the 
plight  of  the  shippers  cannot  well  be  worse  than  that  of 
the  railroads.  In  many  instances  inquiry  into  a  situation 
demonstrates  that  it  is  not  high  freight  rates  which  are  pre- 
venting the  sale  and  movement  of  commodities,  but  that  it 
is  market  conditions  and  unwillingness  of  people  to  buy 
at  the  prices  that  must  be  paid." 

In  a  discussion  before  representatives  of  the  American 
Farm  Bureau  Federation,  Mr.  Clark  took  the  case  of  the 


get  at  the  merits  of  the  situations  presented,  with  a  view. 

:'ing  about  reductions  in  rases  yvViorp  (xr\A  WP  ill  ^HmO. 
tin  re  may  be  such  cases')  it  is,  a  deniQn.s.trahlp  fact  that  high 

"  are  causing  stagnancy  in  commerce.  Its  decision  to 
hold  conferences  in  California  and  Colorado  to  determine 
whether  the  freight  rates  are  responsible  for  the  distress 
of  fruit  and  vegetable  growers  and  the  conference  already 
held  with  Texas  vegetable  growers  are  examples  of  its  at- 
titude in  this  respect. 

957 


California  lemon  grower,  who  is  unable  to  sell  his  lemons 
in  the  East  at  a  price  that  will  pay  him  to  produce,  pack, 
and  ship  his  fruit.  At  first,  the  grower  blamed  the  freight 
rates,  but  as  the  situation  was  examined  it  was  found  that 
the  reason  for  the  price  was  that  the  Sicilian  grower  was 
exporting  his  lemons  to  this  country  and  selling  them  at 
$1.25  a  box,  which,  taken  back  to  Italy  at  the  prevailing 
rate  of  exchange,  meant  a  five  dollar  bill.  So  in  this  par-/ 
ticular  case  the  only  way  the  California  fruit  grower  cant 
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To  the  Industrial  Traffic  Manager 


The 
Serves 


ulf 
ulfport 


obile  &  II 

obile  <*  III 


orthern 
e  w  Orleans 


ITS  SPECIALTY:  Dependable  Freight  Service. 

ITS  AMBITION:  To  serve  you. 

ITS  INVITATION:  To  try  the  route. 

IN  RETURN :  Courteous  treatment,  expedited 
service  and  a  personal  interest  in  your 
shipments  from  origin  to  destination. 


"THE    ROAD    OF    SERVICE" 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 

With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville, 
Connersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lines  Routes. 

J.  A.  SIMMONS.  General  Traffic  Manager  C.  I.  &  W.  R.  R.  Building,  Indianapolis.  Ind.  R.  B.  KINKA1D,  Assistant  General  Freight  Agent 

For  Information  aa  to  Rates,  Routes,  Service,  etc..  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  hare 
C.  t  *  W.  M.  ,  R.   B-lldln.   Indi.nmpoli.,   Ind.  2*1    Mercantile  IhuldW^CinVinnatl.   Ohio.  12M    Barclay   Bid*.,    New   York 

I^n.'  Mn  ,,l"D  "S'SS***  2  ^I  Ch'c"5»  «»   Mo«ad»ock  Bid*-..  San   Francisco,  Calif. 

Louis.  Ho.  Jll  p«rk  Bid*.,  Pittsburgh.  Pa.  609  Wcsler-Roberts  Bide     Los  Anccles   Calif. 


=  «  .  .         . 

1*T  Hallway  Ifrehaw.  KaBsas  Citr.  Me. 


,  .        . 

41  Porter  Bid,..  Memphis/  Tenm. 
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I  compete  i     i'\    means  of  an  import  tax  that   will  give  him 
I  protection. 

There  wore  complaints  also  as  to  the  rates  on  spinach 
irom  the  South.  Mr.  Clark  explained  to  the  fanners  that 
the  retail  dealer  in  New  York  was  paying  just  one  half 
what  he  paid  last  year,  but  his  price  to  his  customers  was 
the  same  as  last  year.  Obviously  the  freight  rate  in  that 
was  not  what  was  preventing  the  grower  from  getting 
what  he  got  last  year  and  a  reduction  in  freight  rates  would 
not  benefit  him.  Those  who  controlled  the  market  would 
not  pay  any  more  than  they  were  compelled  to  pay. 

He  pointed  out,  with  regard  to  wheat,  that  the  farmer 
\\  as  back  almost  to  pre-war  conditions  so  jaras  the  price" 
he  got  was  concerned,  luit  the  puhlic_was  paying  the  same. 
price  for  a  loaf  of  bread. 

Ivven  the  daily  pr£ss,  ^vhich_  at  first^  swallowed^  the. 
sjjecious  argurnentj__he|rd  on  _all  hands^  that  jngh_  freight 
ntics  \vere_makjng  ^impossible  tQdo_businesj>I_is_§eein£  the 
lijjht.  The  Dallas  News,  for  instance,  prints  a  report  to  the 
•ct  that  cabbage  raisers  in  San  Benito  county  were  get- 
ting $6.00  a  ton  for  their  product  which  was  sold  to  con- 
sumers in  Dallas  for  from  $120  to  $140  a  ton.  The  freight 
charges  to  Dallas  were  $22.20,  so  that  one  must  seek  else- 
where than  in  freight  rates  a  reason  for  the  stoppage  of  the 
movement  of  cabbage.  And  the  Houston  Chronicle  asks 
this  question:  "If  cabbage  in  the  Rio  Grande  country  brings 
the  grower  ten  dollars  a  ton,  and  transportation  to  Houston, 
including  icing,  costs  fifteen  dollars  a  ton,  bringing  the  cost 
of  cabbage  laid  down  in  Houston  up  to  $25  a  ton,  and  you 
buy  it  at  the  rate  of  five  cents  a  pound,  or  $100  a  ton,  who 
the  other  $75  and  why  are  we  all  jumping  on  the  car- 
riers for  excessive  charges?" 

President  Markham,  of  the  Illinois  Central,  in  a  recent 
address,  devoted  some  attention  to  this  matter.  He  cited 
the  case  of  a  request  made  by  Texas  cattle-raisers  for  spe- 
cial rates  into  Wyoming  and  Montana  because  Texas  cattle 
were  starving  on  account  of  the  shortage  of  pasture  and 
the  high  freight  rates  for  movement  to  feeding  grounds. 
But  after  a  satisfactory  rate  had  been  established,  he  said, 
only  twenty-five  cars  of  cattle  moved. 

He  drew  further  examples  from  the  lumber  and  the 
cotton  industries.  In  the  first  half  of  1920,  he  said,  the 
cost  of  2x4x16  yellow  pine  in  Chicago  was  $53.50  a  thou- 
-and,  which  included  freight  charges  of  $8.50.  In  the  last 
-ix  months  of  the  same  year  the  cost  was  $51.34,  including 
freight  charges  of  $11.34.  In  spite  of  the  fact  that  the  pres- 
ent price  is  more  than  $12  below  the  price  in  the  early  part 
of  1920,  no  lumber  is  moving,  he  said,  whereas  at  that  time 
it  was  impossible  to  procure  sufficient  cars  for  the  tonnage 
offered. 

Cotton  a  year  ago,  said  he,  was  selling  for  about  forty 
cents  a  pound,  while  last  November,  two  months  after  the 
increased  freight  rates  became  effective,  the  price  was  about 
fifteen  cents.  The  average  price  today  is  twelve  cents.  He 
-aid  he  knew  enough  about  the  cotton  industry  to  justify 
hi>  stating  that  if  the  freight  rates  were  taken  off  entirely, 
that  action  would  not  result  in  the  moving  of  a  single  bale 
"i  cotton  that  could  move  at  the  present  rate. 

Daniel  Willard.  president  nf  thp.JR  &•  O..  savs  he  has 
personally  asked  many  large  manufacturers  and  shippers, 
what  effect  it  would  have  on  their  shipments  at  the  present, 


time if  freight  dui-c-  \ 

i. nil., .i,|-    \\,,n|,|    m.   •.,.    th, 

alily,  he  says,  tin- 

i  'i:  e.  l.ir    I  laidie..    of 


<  died  altogether  ami 
!in.'ikrr   ire**  of  rhAryc.     Invari- 

ih.it  it  v 

people  are  not  buying  - 
ilureau  of  Traffic  of  the  In- 


terstate  Commerce  Commission,  savs  he  has  talke<|  wiiji 
about  thirty  railroad  freight  traffic  officials  and  that  not 
one  of  them  has  the  idea  that  hit?h  freight  rate*  ary  \fa 
factor  responsible  for  the  reduction  in  the  amount  of  busi- 
ness the  railroads  are 


In  its  weekly  summary  of  the  general  financial  and 
business  situation,  a  well  known  New  York  Stock  F.xchatige 
concern  says,  under  date  of  April  23 : 

"Depression  in  business  has  been  laid  to  high  freight 
rates.  But  in  times  likes  the  present,  any  overhead  expense 
might  be  blamed.  Failure  of  demand  brings  depression. 
Depression  lowers  prices,  and  with  prices  low  enough,  ex- 
pense of  moving  goods  might  be  the  item  which  would  pro- 
duce a  loss. 

"A  middle  western  banker  takes  exception  to  the  conten- 
tion, quoted  from  Mr.  Slason  Thompson's  bulletin  in  a  recent 
review,  that  freight  rate  advances  are  not  really  interfering 
with  business.  He  says : 

From  a  casual  contact  with  the  citrus  fruit  folk  on  the  west 
coast,  I  find  that  they  are  seriously  affected,  according  to  their 
own  statement;  for  example,  the  freight  cost  alone  on  a  single 
orange  to  the  Chicago  district,  amounts  to  approximately  two 
cents. 

Grain  dealers  in  this  vicinity  and  cattle-food  manufacturers 
find  a  very  practical  embargo  against  eastern  markets,  In  the 
new  freight  rates.  The  reviving  of  river  shipping  along  the 
Mississippi  and  its  tributaries  in  the  South,  including  the  re- 
habilitation of  old  "tubs"  that  had  not  been  in  service  for  twenty 
or  thirty  years,  can  certainly  not  be  accounted  for  in  any  other 
way,  except  that  railroad  freight  rates  have  gone  so  high  that 
the  boats  can  make  money,  even  with  slower  deliveries. 

"We  submitted  this  letter  to  Mr.  Thompson,  who  re- 
plied as  follows: 

This  particular  instance  is  defective  in  that  it  is  not  based  on 
fact.  The  freight  cost  alone  on  a  single  orange  to  the  Chicago 
district,  instead  of  amounting  to  approximately  two  cents,  does 
not  actually  amount  to  one  cent. 

I  have  before  me  the  cost  of  two  shipments  of  oranges,  one 
from  Redlands  and  one  from  Grafton,  California,  to  Chicago. 
Prom  Redlands  the  cost  per  box  averaging  78  Ibs.  per  box  under 
ventilation  was  $1.54  per  box,  equal  to  9.65  cents  per  dozen,  or 
.80  cents  per  orange.  Under  refrigeration  the  same  shipment 
figures  $1.72  per  box,  10.76  cents  per  dozen,  or  8  mills  per  orange.  . 

The   same  number  of  boxes   from  Grafton  contained   1,474  j 
more  oranges  and   consequently  the   freight   figured   lower   per 
dozen  and  per  orange. 

The  revival  of  river  traffic  on  the  Mississippi  is  a  myth.  It 
disappeared  forty  years  ago,  when  rail  freight  rates  were  higher 
than  they  are  today,  and  all  the  river  and  harbor  appropriations 
in  the  land  cannot  make  Humpty  Dumpty  swim  again. 

When  railway  wages  and  retail  prices  are  forced  down  to 
something  like  the  level  of  1916  there  will  be  some  merit  in 
their  claim  for  lower  freight  rates.  Some  commodities  have  de- 
clined. But  comparatively  speaking  they  are  still  high  relatively 
to  freight  rates.  The  average  freight  receipts  per  ton  mile  today 
is  only  70  per  cent  higher  than  it  was  in  1913.  The  cost  of  every- 
thing they  carry  still  averages  more  than  that  higher  than  in 
the  pre-war  days.  Moreover,  the  average  freight  rate  in  1913  was 
notoriously  unremunerative. 

There  are  inequalities  in  the  present  rate  schedules  that 
should  be  rectified,  but  it  would  be  the  weirdest  folly  to  attempt 
to  readjust  them  while  railway  expenses  are  100  per  cent  of  rail- 
way revenues,  with  the  latter  declining." 

And  so  we  might  go  on  taking  up  the  various  complaint; 
that  have  been  made  by  farmers  and  others  to  the  Com- 
mission, to  the  President,  to  their  representatives  in  Con- 
gress, and  in  the  public  prints,  that  the  high  freight  rates. 
are  putting  them  out  of  business,  and  show  in  most  casea 
that  they  have  incorrectly  diagng^ed  the  trouble.  They  only 
know  what  hurts  them;  they  do  not  know  why.  They 
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grasp  at  any  remedy  offered.     But  the  raison.  for  mgst 
failures  j^tonnag^tojnovejs  a^generaj_busjness  depression, 
that  wgujd_exist.  be  the  freight  rates  high_or  low,  at.  i£. 
there  were^no^rates^atjill.     The  reason,  in .manj  casesjor 
•tnT'exprbkanl :  jn ces^that  are  attributed  to^freighj,  rates  Js 
profiteering  of.  one  kind _or  another.    The  railroads  point  out 
that,"with  some  exceptions — bulk  and  low  grade  commodi- 
ties— freight  rates  now  form  a  smaller  part  of  the  retail 
selling  prices  than  they  did  in  1914. 

FREE  TRANSPORTATION 

At  a  recent  meeting  of  the  stockholders  of  the  Boston 
and  Maine  Railroad,  there  was  some  discussion  of  the 
matter  of  free  transportation  and  one  of  the  stockholders 
offered  a  resolution  to  the  effect  that,  "in  the  judgment  of 
the  stockholders,  no  passes  should  be  issued  or  honored 
unless  the  person  to  whom  issued  is  traveling  on  the  busi- 
ness of  the  railroad."  The  resolution  was  adopted  by  a 
voice  vote.  The  directors,  it  is  stated,  have  not  yet  dealt 
with  the  matter  so  as  to  give  effect  to  the  opinion  expressed 
by  the  vote  and  we  do  not  know  whether  they  contemplate 
any  action,  though  we  would  assume  that  the  vote  of  the 
stockholders  would  control.  At  any  rate,  their  action  seems 
to  us  proper.  It  is  exactly  the  policy  that  we  have  long 
advocated.  Especially  in  these  days  of  railroad  deficits  and 
business  depression,  we  see  no  reason  why  railroads  should 
give  free  transportation  to  their  employes  and  the  em- 
ployes of  other  roads  traveling  for  pleasure  or  on  personal 
business,  or  to  the  representatives  of  other  roads  traveling 
on  business  of  their  roads.  The  railroad  pass  system  is 
much  abused,  even  if  it  be  admitted  that  the  system  itself  is 
a  good  one.  We  congratulate  the  Boston  and  Maine  if  it 
is  really  going  to  take  the  lead  in  a  reform  of  this  kind. 


INFORMATION  ON  RATE  CHANGES 

The  Traffic  World  Washington  Bureau 

Another  effort  is  being  made  by  the  Commission  to  persuade 
carriers  to  be  more  explicit  in  their  advices  to  shippers  of  a 
desire  on  their  part  to  make  changes  in  rates.  The  Commission 
has  not  the  power  to  require  carriers  to  be  more  free  with  their 
information.  It  can  only,  indirectly,  suggest  that  if  they  are  not 
more  liberal,  it  will  exercise  its  power  of  suspension.  It  has 
never  advised  carriers,  in  writing,  that  failure  to  provide  more 
information  will  be  deemed  cause  for  suspension.  It  has,  how- 
ever, suspended  tariffs  almost  exclusively  because  the  carrier 
or  agent  filing  them,  has  not  furnished  sufficient  information, 
either  to  the  Commission  or  the  shipper  to  enable  either  to 
understand  why  the  change  was  desired. 

In  a  revised  circular,  April  30,  addressed  to  all  parties  in- 
terested, it  took  cognizance  that  it  now  has  the  power  to  pre- 
scribe minimum  rates  and  that,  even  without  a  showing  or  alle- 
gation of  undue  prejudice,  it  can  suspend  a  tariff  proposing  re- 
ductions. Therefore,  it  has  changed  its  circular  to  show  that 
information  is  to  be  given  about  "changes  in  rates,"  and  not 
merely  about  "increases"  as  in  the  circular,  issued  February 
9,  1915,  before  the  change  in  the  law.  That  circular  requested 
information  as  to  increases.  To  that  request  for  information 
about  "changes"  has  been  added  that  a  similar  statement  should 
be  submitted  with  each  schedule  containing  reduced  rates  as 
to  which  there  is  reasonable  ground  to  believe  that  protests  may 
be  filed." 

That  addition  gives  recognition  to  the  fact  that  hardly  a 
reduction  can  be  made  without  objection  by  shippers  which 
think  they  may  be  hurt,  in  competitive  markets,  by  such  reduc- 
tions. To  illustrate  that  point,  it  may  be  set  forth  that  protests, 
by  wire  and  by  mail,  have  been  received  by  the  Commission, 
from  coal  dealers  in  the  Northwest  who  believe  the  reduction  in 
rates  on  lake  cargo  will  place  them  at  a  disadvantage  in  the 
marketing  of  coal  from  the  Indiana  and  Illinois  mines  that  must 
be  carried  to  the  Northwest  all  rail.  The  circular  in  question, 
however,  could  not  have  any  application  to  a  reduction  brought 
about  in  the  way  that  matter  was  handled.  No  adversely  affected 
interest,  had  the  opportunity,  in  advance  of  the  issuance  of 
special  sixth  section  permission,  to  know  about  the  application 


of  the  carriers  involved,  to  reduce  their  rates,  not  on  statutory 
notice,  but  on  five  days'  notice. 

The  circular  has  been  changed  so  that  if  the  carrier  makes 
answer  to  the  protest  of  a  shipper,  it  must  forward  a  copy  of  its 
answer  to  the  protestant  at  the  time  it  dispatches  its  answer  to 
the  Commission.  No  carrier  is  under  constraint  of  the  law  to 
answer  a  protest,  but  as  before  set  forth,  if  it  makes  no  expla- 
nation or  answer  to  the  protesting  shipper,  the  Commission  can 
compel  a  formal  answer  or  explanation  by  suspending  the  tariff. 
The  revised  circular,  intended  to  promote  the  giving  of 
more  information  about  proposed  changes,  is  as  follows: 

"The  Commission  deems  it  appropriate  to  outline  the  fol- 
lowing suggestions  as  bearing  upon  the  exercise  by  the  Com- 
mission of  its  powers  to  suspend  proposed  rates  under  section 
15  of  the  Interstate  Commerce  Act  as  amended  by  section  418 
of  the  Transportation  Act,  1920. 

"The  statutory  maximum  period  of  suspension  is  120  days 
beyond  the  time  when  the  rate  would  otherwise  go  into  effect. 
It  is,  therefore,  important  that  in  such  proceedings  there  be  no 
unnecessary  delay. 

"Before  filing  changes  in  rates  the  carriers  should  have  con- 
sidered the  action,  the  reasons  underlying  it  and  the  effects  of 
it  so  thoroughly  as  to  be  prepared  in  case  the  changes  are  pro- 
tested to  immediately  present  in  full  their  defense.  They  should 
also,  as  requested  in  the  Commission's  circular  letter  of  February 
9,  1915,  send  with  each  schedule  containing  increased  rates,  a 
statement  of  the  changes  and  the  reasons  therefor.  A  similar 
statement  should  be  submitted  with  each  schedule  containing 
reduced  rates  as  to  which  there  is  reasonable  ground  to  believe 
that  protests  may  be  filed. 

"Suspension  of  proposed  rates  should  not  be  requested  unless 
protestant  is  sure  that  he  understands  the  effect  of  the  rates  and 
that  his  request  rests  on  good  grounds.  The  request  should 
state  clearly  and  concisely  the  reasons  relied  upon  in  support 
thereof.  The  one  who  requests  suspension  should  at  the  same 
time  send  direct  to  the  carrier  or  the  tariff  agent  who  issued 
the  tariff  advice  that  request  for  suspension  has  been  filed,  and 
of  the  reasons  for  that  action.  The  request  upon  the  Commission 
should  be  accompanied  by  a  statement  that  the  carrier  or  agent, 
naming  them,  has  been  so  advised.  If  the  carrier  or  tariff  agent 
makes  answer  to  protestant's  petition,  a  copy  of  such  answer 
must  be  sent  by  the  carrier  direct  to  the  protestant  at  the  same 
time  that  it  is  forwarded  to  the  Commission. 

"If  protestant  desires  to  be  heard  orally  by  the  Suspension 
Board,  the  request  for  suspension  should  so  state  and  be  filed 
with  the  Commission  at  least  15  days  prior  to  the  effective  date 
of  the  tariff. 

"The  Commission  must  determine  its  action  upon  a  request 
for  suspension  in  the  light  of  understanding  of  the  situation. 
In  order  that  opportunity  may  be  had  for  such  understanding 
it  is  important  that  the  request  shall  be  filed  as  far  in  advance 
of  the  effective  date  of  the  rate  as  is  practicable  and  not  less 
than  10  days  before  that  effective  date.  See  Rule  XIX  of  the 
Commission's  Rules  of  Practice.  It  will  be  the  policy  of  the 
Commission  to  afford  carriers  an  opportunity  to  answer  or  ex- 
plain allegations  or  questions  raised  in  a  request  for  suspen- 
sion, but  it  is  essential  that  the  carriers  shall  give  immediate 
attention  to  such  matters  and  forward  at  once  such  representa- 
tions as  they  desire  to  have  considered.  If  the  request  for 
suspension  is  not  presented  within  the  time  above  mentioned 
it  may  ordinarily  be  expected  that  it  will  not  be  favorably  acted 
upon.  If  the  carriers  neglect  to  promptly  forward  the  data  they 
desire  to  have  considered  in  answer  to  a  request  for  suspension 
they  may  expect  that  it  will  be  unavailing.  It  will  be  the  purpose 
of  the  Commission  to  avoid  suspending  proposed  rates  except 
where  the  date  of  that  action  affords  opportunity  to  publish 
notice  of  such  suspension  before  the  effective  date  of  the  pro- 
posed rate." 


PERSONAL  INJURY  AWARDS  SUSTAINED 

The  Traffic  World  Washington  Bureau 

The  United  States  Supreme  Court,  May  2,  denied  petitions 
for  writs  of  certiorari  in  two  railroad  personal  injury  cases  and, 
therefore,  will  not  review  the  lower  court  decisions,  which  were 
against  the  railroads.  The  cases  were  No.  869,  Walker  D.  Hines, 
Director-General  of  Railroads,  vs.  Cena  I.  Baechtel,  claimant, 
and  others;  and  No.  818,  Erie  Railroad  Co.  vs.  Fred  D.  Ward.  In 
the  Baechtel  case  the  lower  court  sustained  an  award  for  the 
death  of  Charles  W.  Baechtel,  an  employe  of  the  Cumberland 
Valley  Railroad  Company.  The  case  was  appealed  by  the  Di- 
rector-General on  the  ground  that  Baechtel  was  an  employe 
engaged  in  interstate  commerce  and  that,  therefore,  the  em- 
ployment of  Baechtel  did  not  come  within  the  terms  of  the 
workmen's  compensation  law  of  Maryland,  under  which  the 
award  of  damages  was  made.  The  contention  of  the  carrier  in 
the  Ward  case  was  that  Ward,  a  switchman,  had  no  right  to 
recover  for  personal  injuries  under  the  employers'  liability  act 
because  he  was  not  engaged  in  interstate  commerce  at  the  time 
he  was  injured.  Ward  recovered  a  judgment  of  $10,098  against 
the  Erie. 
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Percentage  Reduction  Not  the  Way.— About  every  man  In 
Ungton  who  has  come  Into  intimate  contact  with  freight 
rate  situations  that  have  caused  some  complaint  has  been  forced 
to  the  conclusion  that,  what  ever  else  may  be  true  It  would 
be  disastrous  to  undertake  to  deal  with  (he  subject  In  the  way 
in  winch  the  public  seems  to  think  the  subject  might  be  handled 
-that  is.  by  means  of  percentage  reductions.  It  is  believed  that 
the  President  and  the  members  .of  his  cabinet  have  learned 
enough  about  the  intricacies  of  rates  to  show  them,  at  least,  that 
restoration  to  normalcy  cannot  be  accomplished  by  agitation  for 
reductions  by  means  of  percentages.  Such  a  method  of  dealing 
with  the  situation,  it  is  suggested,  would  not  remove  the  things 
that  cause  the  trouble.  "Humps"  that  now  interfere  with  the 
moving  of  traffic  would  not  be  removed  by  percentage  reduc- 
tion. They  might  even  be  made  worse.  Percentage  increases, 
t  has  been  pointed  out  time  and  again,  are  emergency  methods 
for  dealing  with  an  immediate  and  perceptible  trouble.  Ever 
since  the  beginning  of  the  European  war  there  has  been  one 
emergency  after  another.  The  railroads  in  1910,  suggested  a  ten 
per  cent  increase  in  rates.  Some  men  think  they  then  laid  the 
foundation  for  the  troubles  that  have  afflicted  them  nearly  every 
year  since  that  time.  They  suggested  that  method  of  making  an 
increase  so  as  to  forestall,  if  possible,  the  bill  then  pending  in 
Congress  empowering  the  Commission  to  suspend  tariffs.  They 
did  not  succeed.  The  amendment  of  June,  1910,  conferring  that 
power  on  the  Commission,  was  adopted  before  they  could  get 
their  tariffs  into  operation.  The  Commission  suspended  them 
and,  in  1911,  it  held  that  they  had  not  justified  the  proposal  to 
add  ten  per  cent.  Ever  since  that  time  general  increases  have 
been  proposed  in  percentage  form.  Carefully  considered  tariffs 
that  would  result  in  an  increase  in  revenues  equal  to  a  given 
percentage  have  not  been  filed  in  any  effort  to  obtain  larger 
revenue  since  the  start  on  the  percentage  path  was  made  in  1910. 
The  humps  that  have  caused  most  of  the  formal  complaints  are 
the  result  of  percentage  increases.  Big  shippers,  with  plants  at 
strategic  points,  have  not  always  protested  and  fought  against 
percentage  increases  because  they  knew  the  railroads  needed 
more  money.  They  also  knew  that  if  percentage  increases  were 
allowed,  they  would  obtain  advantages.  It  would  not  have  been 
natural  for  them  to  have  objected.  However,  some,  if  not  all, 
of  them,  are  now  suffering  from  the  halting  progress  of  business, 
which,  in  part,  it  is  believed,  may  be  attributed  to  mal-adjust- 
ments  in  freight  rates.  The  Commission,  in  allowing  the  rail- 
roads to  make  better  adjustments,  several  times,  has  allowed 
changes  to  be  made  on  special  sixth  section  applications.  That 
has  caused  some  growling  because  not  all  shippers  have  been 
fully  advised  in  advance  as  to  what  was  being  proposed.  But, 
in  the  final  analysis,  there  is  a  conviction  that  it  is  better  to 
have  readjustments  brought  about  in  that  way  than  to  compel 
everybody  to  wait  on  more  formal  processes. 


Director-General's  Need  of  Money. — It  is  suspected  by  those 
who  have  listened  to  the  arguments,  contentions,  claims,  and 
theories  of  attorneys  for  the  Railroad  Administration  as  to  why 
the  government  should  not  make  reparation  on  account  of  un- 
reasonable rates  during  federal  control,  that  when  Congress  gives 
Director-General  Davis  an  appropriation  big  enough  to  enable 
him  to  make  both  ends  meet,  a  good  many  of  the  theories  will 
be  dropped — in  other  words  that  when  one  has  no  money  to 
meet  valid  debts  or  claims,  any  kind  of  "stall"  will  do  to  put 
off  the  evil  day  of  settlement.  Two  exceptionally  attractive 
claims  were  put  forward  in  cases  in  which  examiners  recently 
made  tentative  reports.  In  the  complaint  of  the  Pure  Oil  Com- 
pany against  the  Chesapeake  &  Ohio  it  was  argued  that  the  oil 
company  could  not  claim  reparation  because,  after  it  had  sold 
its  oil,  P.  O.  B.  refinery,  it  voluntarily  had  returned  to  its  cus- 
tomer at  Bowling  Green  4.5  cents  per  100  pounds  because  It  de- 
sired to  hold  that  customer's  business,  when,  if  it  had  stood  on 
its  contract  of  sale,  the  loss  would  have  fallen  on  the  customer. 
Therefore,  it  was  argued,  the  complainant  had  not  really  lost 
anything,  because  he  had  not  borne  the  freight  rate,  in  the  sense 
of  having  been  forced  to  do  so.  Of  course,  the  examiner  could 
not  agree  that  the  Railroad  Administration  should  be  allowed 
to  keep  the  money  because  the  buyer  had  not  borne  the  loss  and 
made  an  appeal  for  the  return  of  the  money.  However,  that  case 
did  not  cause  as  much  levity  as  the  defense  in  the  complaint  of 
the  Moore  Oil  Company  against  the  L.  &  N.,  also  a  federal  con- 
trol transaction.  In  that  the  Director-General's  young  men  sug- 
gested that  the  complainant  could  have  bought  gasoline  and 
kerosene  at  Pryse,  Ky.,  instead  of  Lexington,  and  thus  got  the 
benefit  of  the  14.5  commodity  rate  and  avoided  the  payment  of 
the  fifth  class  rate  of  22.5  cents.  It  Is  believed,  as  hereinbefore 
set  forth,  that  when  Mr.  Davis  has  a  pocketful  of  money  he  will 
adviso  his  young  men  to  quit  fighting  cases  that  have  no  stronger 
grounds  of  defense  than  the  ones  mentioned  appeared  to  have. 


Tht  Yor  1920,  A.  P.— Tl..-  tbiriK  Hint  happened  January  16. 
1920,  by  Home  regarded  a*  rauM  for  lamentation*  and  by  • 
as  the  thing  that  will  MlvnK<-  civilization.  Kiv,.»  A  faint  promise 
of  adding  an  abbreviation  t,,  tl,,.  MOI  k  of  mirh  things  thn  coun- 
try now  has.  Joseph  C.  rolqiilM.  tin-  CommlMkNi'l  claiwlnrallon 
man,  made  the  dlncov*ry  the  same  wwk  lh*>  stork  brought  a 
second  boy  to  his  home.  Throughout  n  memorandum  on  • 
•  •lasslilrailon  matter,  written  liy  a  former  brewer,  the  t,r«-w«r 
used  the  term*  "1920"  and  "1920  A.  p"  i  ,,:,|,,iit  ransacked  bin 
Latin  vocabulary  without  finding  the  key  to  II.  Then  he  tried 
the  scraps  of  foreign  language*  Hint  romp  in  on"  who  has 
lived  the  normal  life  of  a  railroad  classification  man.  "After 
poker"  provided  the  neceannry  Initial  letter*,  but  brought  no 
particular  sense  to  the  mystifying  combination  of  Arabic  num- 
bers and  Roman  letters.  He  had  to  five  up  his  first  effor 
find  a  satisfactory  explanation  of  "A.  P."  After  office  hours  aorne 
of  his  friends  talked  more  than  usual  about  the  chief  topi' 
conversation  in  nearly  every  gathering.  About  the  time  ih«- 
sixth  satisfactory  recipe  for  home  defiance  of  VoUtead  Act  and 
the  eighteenth  amendment  was  discussed.  Inspiration  came.  It 
was  simple,  direct,  and  clarifying.  "A.  P."  meant  nothing  more 
than  "after  prohibition."  The  memorandum,  read  the  next  day 
with  that  understanding  of  the  letters  that  were  not  cabalistic, 
became  as  clear  as  daylight.  Colquitt  confirmed  his  conclusion 
by  reading  the  memorandum  and  supplying  the  missing  words 
every  time  he  came  to  the  initials.  The  brewer,  by  that  device 
had  made  his  dates  definite  and  certain.  He  had  also  sared 
time.  The  first  time  he  had  occasion  to  say  the  thing  he  was 
complaining  of  was  so  and  so  "after  prohlblton."  After  that 
he  had  saved  time,  but  assured  precision  by  adding  "A.  P  "  after 
1920  when  he  meant  after  the  eighteenth  amendment  became 
operative. 


Bad  Effect  of  Agitation  for  Lower  Rates. — Apropos  of  Presi- 
dent Harding's  ideas  about  the  necessity  for  reducing  freight 
rates  as  a  step  toward  normalcy,  the  point  has  been  made  by 
some  coal  operators  that  continued  agitation  for  lower  rates  Is 
responsible,  in  a  considerable  degree,  for  the  failure  of  con- 
sumers to  provide  themselves  with  the  fuel  they  will  need  next 
winter.  The  suggestion  is  that  few  people  have  the  nerve  to 
buy  on  a  falling  market  because  of  the  fear  that  they  will  buy 
before  the  bottom  has  been  reached.  Operators  in  the  stock  and 
bond  market  know  that  their  salvation  depends  almost  entirely 
on  the  creation  of  a  popular  impression  that  stocks  and  bonds 
will  go  no  lower.  The  average  man,  even  when  he  is  convinced 
that  a  given  stock  will  go  lower,  is  afraid  to  back  his  opinion 
by  contracting  to  deliver  that  stock  at  some  future  time  at  a 
price  lower  than  the  one  prevailing  when  he  makes  the  contract. 
Thus,  a  declining  market  is  without  the  support,  so  far  as  com- 
missions on  sales  are  concerned,  of  that  kind  of  dealing.  Some 
of  the  mine  operators  believe  the  psychology  that  governs  the 
stock  market  also  governs  the  commodity  market.  Men  who 
will  speculate  in  a  rising  market  will  not  touch  one  going  in  the 
other  direction.  The  result  is  "no  business"  at  all.  The  mine 
operators  who  think  continued  agitation  for  lower  rates  has  re- 
sulted in  a  curtailment  of  business,  indirectly,  have  suggested 
that  if  President  Harding  and  his  cabinet  would  announce  that 
general  reductions  in  rates,  in  their  opinion,  are  out  of  the  ques- 
tion, in  advance  of  reductions  in  operating  costs,  it  would  do 
more  to  restore  normalcy  than  they  have  accomplished  by  sug- 
gestions that  rates  and  costs  of  operation  must  come  down.  The 
public.  It  is  suggested,  being  interested  directly  only  In  the 
freight  rate,  forgets  the  other  part  of  the  proposition  and  brings 
pressure  to  bear  on  the  Commission  and  leaves  untouched  the 
Railroad  Labor  Board.  Of  course,  the  latter  body  has  ruled  that 
the  public  cannot  make  itself  a  party  to  any  wage  proceeding, 
so  that  relief  in  that  direction,  by  reason  of  pressure  from  the 
public,  could  come  only  through  an  act  of  Congress,  specifically 
saying  that  the  Railroad  Labor  Board  should  hear  representa- 
tions from  such  bodies  as  the  National  Industrial  Traffic  League. 
Southern  Traffic  League,  or  any  other  body  that  might  be  or- 
ganized, even  if  constituted  only  for  the  temporary  purpose  of 
intervening  in  a  wage  rate  case. 


Example  of  Carrier  Seeking  Lower  Rates. — The  reduction 
in  rates  on  road-making  materials,  which  the  New  Haven  has 
been  authorized  to  make  on  five  days'  notice,  is  the  first  admis- 
sion by  any  railroad  that,  apparently,  the  quantum  of  Its  rates 
is  too  great.  The  New  Haven,  in  its  application,  asked  for  au- 
thority to  cut  off  specific  amounts  (about  twenty  cents  a  ton. 
or  two  cents  a  hundred)  so  as  to  enable  buyers  to  obtain  sup- 
plies from  plants  already  in  existence  rather  than  promote  the 
establishment  of  plants  at  points  nearer  the  jobs  of  road  build- 
ing to  be  done  than  the  established  plants.  During  the  war 
the  War  Industries  Board  would  have  forbidden  the  use  of  capi- 
tal for  the  construction  of  new  plants.  However,  there  is  now 
no  such  control  over  capital.  The  New  Haven,  therefore,  was 
apparently  confronted  with  the  alternative  of  taking  what  it 
could  get  for  hauling  road-making  materials  from  established 
points  of  origin,  or  getting  no  business  of  that  kind,  because 
the  users  of  materials  of  that  kind  can  use  their  capital  for  the 
establishment  of  new  points  of  origin,  not  so  well  located  as 
the  older  ones,  but  still  more  advantageously  situated,  freight 
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and  all  other  costs  considered,  than  the  existing  plants.  The 
motor  truck  and  the  local  sand  or  gravel  deposit  created  the 
situation  which  the  New  Haven  officials  appeared  to  feel  they 
had  to  meet.  A.  E.  H. 


CHICAGO  TERMINAL  ARGUMENT 

The  Traffic  World  Washington  Bureau 

At  the  afternoon  session  of  April  28  in  the  argument  on  the 
conference  ruling  which  seems  to  indicate  that  the  Commission 
will  hold  that  it  has  no  jurisdiction  over  the  application  of  the 
New  York  Central  to  acquire  the  Chicago  Junction  road,  not  a 
word  was  said  in  support  of  the  ruling.  S.  S.  Ashbaugh,  attorney 
for  the  American  Short  Line  Association  in  many  matters, 
bluntly  said  that,  in  his  opinion,  the  ruling  undertakes  to  narrow 
the  law.  George  N.  Brown,  who  said  he  was  a  Commission-fed 
and  not  a  corn-fed  lawyer,  contended  that  the  jurisdiction  given 
the  Commission  is  much  broader  than  the  conference  ruling 
seems  to  indicate. 

C.  C.  Pauling,  for  the  New  York  Central,  said  that  taking 
the  paragraphs  of  the  first  section  alone,  the  Commission  would 
not  have  jurisdiction  over  what  the  New  York  Central  is  trying 
to  do,  but  that  taking  the  second  paragraph  of  the  fifth  section 
into  consideration,  the  jurisdiction  of  the  Commission  extends 
to  every  transaction  whereby  a  carrier  may  seek  to  extend  its 
lines.  He  said  the  eighteenth  paragraph  appeared  to  leave  a 
gap.  After  saying  no  carrier  should  undertake  to  extend  its  line 
by  acquisition  of  another  line,  it  made  no  provision  for  a  certifi- 
cate to  cover  extension  brough  about  by  acquisition  of  an  exist- 
ing road.  But  paragraph  2  of  section  5  fills  that  gap  and  the 
apparent  omission  in  paragraph  18  of  section  1  may  have  been 
made  because  the  extension  by  acquisition  was  covered  by 
paragraph  2  of  section  5,  he  said. 

Mr.  Heriot,  for  shippers  on  the  Chicago  Junction,  contended 
that  the  law  covers  the  proposed  transaction  of  the  New  York 
Central.  While  he  was  talking  some  of  the  commissioners 
asked  questions  which  led  to  a  discussion  by  Mr.  Fisher,  in 
which  the  former  cabinet  officer  seemed  to  take  the  ground  that 
when  the  property  of  a  carrier  goes  into  the  hands  of  a  receiver, 
the  company  acquiring  the  property,  by  judicial  sale,  takes  the 
property  subject  to  the  issuance  of  a  permit,  by  the  Commission, 
to  operate  the  property;  in  other  words,  when  a  railroad  com- 
pany that  now  has  the  right  to  conduct  a  common  carrier  busi- 
ness goes  into  the  hands  of  a  receiver,  the  right  to  conduct  a 
common  carrier  business  over  the  railroad  owned  by  the  bank- 
rupt company  dies  and  can  be  resurrected  only  by  a  license 
from  the  Commission  and  the  right  to  carry  on  a  common  car- 
rier business  is  not  a  part  of  the  property  transferred  by  the 
court  to  the  new  owner.  He  said  that  all  purchasers  of  public 
utility  companies  take  titles  so  limited;  that  the  limitation  is 
inherent;  and  that  no  court  can  oust  the  Commission  from  its 
jurisdiction  while  it  is  operating  within  the  scope  of  the  law. 


N.  Y.  C.  PURCHASE  OF  SWITCHING  LINES 

Hearing  on  Finance  Docket  No.  1165,  application  of  the 
New  York  Central  to  purchase  switching  and  terminal  property 
and  leases  within  the  Chicago  switching  district  which  will  give 
it  control  of  the  Chicago  Junction  Railway  Company  and  the 
Chicago  River  &  Indiana  Railroad  Company,  was  resumed  be- 
fore Director  W.  H.  Colston  of  the  finance  department  of  the 
Interstate  Commerce  Commission,  and  Attorney-Examiner  R. 
W.  Clarke,  in  Chicago,  May  4.  Previous  hearings  had  been  held 
in  the  same  city  and  were  adjourned  on  April  9,  at  which  time 
the  director  announced  that  oral  argument  on  the  propriety  of 
bringing  the  general  Chicago  Terminal  situation  into  the  con- 
sideration of  the  case  would  be  heard  and  the  point  decided 
before  the  next  hearing.  Accordingly  arguments  were  held  be- 
fore the  Commission  during  the  past  week,  the  result  of  which 
was  a  conference  ruling,  read  by  the  Director  at  the  opening 
of  the  session,  May  4,  which,  in  effect,  upheld  the  contention 
of  Luther  M.  Walter  that  the  effect  of  any  practice  which  the 
N.  Y.  C:  might  inaugurate  on  the  properties  it  proposes  to  pur- 
chase, and  which  might  severely  injure  the  other  trunk  line 
carriers  and  so  operate  to  curtail  the  service  to  which  the  pub- 
lic was  entitled,  should  be  considered  and  taken  into  account 
before  issuing  a  certificate  of  public  convenience  and  necessity. 

Mr.  Walter  had  intervened  in  the  case  in  behalf  of  the  Balti- 
more &  Ohio,  the  Chesapeake  &  Ohio,  the  Chicago,  Indianapolis 
&  Louisville,  the  Erie,  the  Grand  Trunk,  the  P.,  C.,  C.  &  St.  L., 
and  the  Wabash,  which  roads  contend  that  if  the  properties  of 
the  Chicago  Junction  and  the  C.,  R.  &  I.  are  to  be  taken  over 
by  any  trunk  line  they  should  have  a  share  in  the  transaction 
so  as  to  preserve  the  neutrality  of  these  switching  lines  as  re- 
gards service  rendered  to  the  trunk  lines. 

The  conference  ruling  further  granted  permission  to  Wal- 
ter L.  Fisher,  attorney  for  the  Chicago  Terminal  Commission, 
to  appear  at  the  hearings  in  behalf  of  his  organization,  which 
s  a  civic  body  appointed  by  the  Chicago  City  Council  that  has 
expressed  Itself  in  favor  of  a  scheme  for  creating  a  unified  co- 
erative  terminal  for  that  city.  While  Mr.  Fisher  did 'not 
express  himself  as  seeking  anything  more  than  information  re- 


garding the  status  that  the  two  switching  lines  involved  will 
have  after  their  acquisition  by  the  N.  Y.  C.,  it  could  plainly 
be  seen  from  his  cross-examination  of  George  Hanauer,  vice- 
president  of  the  Indiana  Harbor  Belt  Line,  which  continued 
during  the  whole  of  May  4.  that  the  Terminal  Commission  would 
consider  such  a  step  as  being  in  a  backward  direction. 

The  gist  of  the  testimony  was  that  Mr.  Hanauer  favored 
co-operation  to  any  extent  which  would  not  interfere  with  com- 
petition, but  that  he  opposed  anything  resembling  a  unification 
of  the  sort  proposed  by  Mr.  Fisher  in  hypothetical  questions. 
Just  where  co-operation  would  cease  to  be  a  good  thing  and 
become  bad,  Mr.  Hanauer  was  unable  to  say,  and  while  admitting 
that  a  "good  many  lessons  which  will  not  be  forgotten  were 
learned  during  the  period  of  federal  control,"  he  insisted  that 
moderate  competition  was  a  necessity  in  serving  the  public  and 
developing  the  railroad  business. 

The  acquisition  of  the  Chicago  Junction  and  the  Chicago  River 
and  Indiana  roads  by  the  New  York  Central  could  result  in  noth- 
ing but  greatly  improved  service  for  the  shippers,  according  to 
George  Hanauer,  vice  president  of  the  Indiana  Harbor  Belt  Line, 
who  testified  to  that  effect  on  re-direct  examination  at  the  hearing 
of  Finance  Docket  No.  1165  before  Director  Colston  and  Attorney- 
Examiner  Clarke,  in  Chicago,  May  5.  The  Indiana  Harbor  Belt  is 
controlled  by  the  N.  Y.  C.  and  is  one  of  what  are  known  as  the 
"outer  belt  lines"  of  Chicago.  According  to  Mr.  Hanauer,  the 
combination  of  facilities,  which  would  result  from  the  common 
ownership  of  the  two  lines  which  the  N.  Y.  C.  proposes  to  pur- 
chase and  the  I.  H.  B.,  would  greatly  improve  the  service  to  the 
shippers  located  along  the  lines  of  all  three.  In  addition,  he  said, 
the  N.  Y.  C.  contemplates  the  establishment  of  modern  team 
tracks  and  new  freight  houses  along  the  lines  of  the  Chicago 
Junction  and  the  C.  R.  &  I.,  improvements  which  the  roads  under 
their  present  ownership  find  it  impossible  to  make. 

The  possibilities  of  re-routing  freight  more  advantageously 
were  also  touched  on  by  the  witness.  He  pointed  out  that  the 
consolidation  of  classification  operations  and  the  hauling  of 
freight  with  the  object  in  view  of  doing  away  with  much  cross- 
hauling  would,  in  reality,  he  a  step  in  the  direction  of  the  unifi- 
cation of  terminals  spoken  of  by  Walter  Fisher,  attorney  for  the 
Chicago  Terminal  Commission,  on  the  previous  day. 

Luther  M.  Walter,  attorney  for  several  of  the  other  trunk 
lines  entering  into  Chicago,  endeavored  to  show  that  it  would  be 
possible  to  make  all  the  changes  for  the  better  suggested  by  the 
witness  without  changing  the  ownership  of  the  properties.  Mr. 
Hanauer  said,  however,  that  long  term  trackage  arrangements 
were  difficult  to  negotiate  since  "they  are  not  merely  made  be- 
cause the  roads  love  each  other."  This  allusion  was  made  in 
reference  to  a  suggestion  that  trackage  arrangements  could  be 
made  between  the  Chicago  Junction  and  the  I.  H.  B.  for  "reason- 
able" compensation,  and  that  the  reasonableness  would  hold  good 
regardless  of  the  ownership. 

"You  mean  then,"  said  Mr.  Walter,  when  the  witness  denied 
this,  "that  you  would  love  the  Chicago  Junction  more  if  it  were 
controlled  by  the  New  York  Central?"  To  which  the  witness  re- 
plied in  the  affirmative. 

This  line  of  questioning  continued  during  the  greater  part  of 
May  6.  It  became  necessary  for  the  director  repeatedly  to  caution 
counsel  on  both  sides,  as  well  as  the  witness,  to  make  some  effort 
to  get  ahead.  Mr.  Walter  and  the  other  opposing  attorneys 
seemed  to  see  in  the  statement  of  the  witness,  that  the  N.  Y.  C. 
would  probably  be  accorded  the  privilege  of  hauling  cars  with  its 
own  engines  from  certain  "gilt-edged"  team  tracks  which  it  is 
proposed  to  build  on  the  line  of  the  Chicago  Junction,  the  possi- 
bility that  the  N.  Y.  C.  might  seek  an  extension  of  this  privilege 
so  as  to  make  it  possible  also  to  haul  freight  from  industries  and 
freight  houses  with  its  own  engines. 

Mr.  Hanauer  said  the  same  privilege  could  not  be  granted  to 
other  truck  line  carriers  with  regard  to  the  proposed  team  tracks, 
as  such  a  course  would  interfere  with  their  regular  operation.  In 
this  the  opposition  found  grounds  to  assert  that  the  policies  of 
the  N.  Y.  C.  on  the  switching  lines,  if  permission  were  granted  for 
it  to  purchase  them,  would  operate  to  draw  the  line  hauls  from 
their  lines  to  the  N.  Y.  C.,  because  of  the  better  service  which  that 
line  could  afford  itself. 


BANGOR  &  AROOSTOOK  NOTES  AND  BONDS 
The  Bangor  &  Aroostook  Railroad  Company  has  been  au- 
thorized by  the  Commission  to  issue  conditional  sale  purchase 
notes  of  $210,057  in  connection  with  the  conditional  purchase  of 
equipment  under  the  terms  of  a  contract  entered  into  with  the 
National  Railway  Service  Corporation.  It  is  further  authorized 
to  guarantee  an  obligation  of  the  service  corporation  to  the 
government  for  a  loan  of  $53,100  and  to  pledge  $100,000  of  its 
consolidated  refunding  mortgage  gold  bonds  with  the  Secretary 
of  the  Treasury  as  security  in  part  for  the  loan.  The  loan  of 
$53,100  is  to  be  made  available  for  the  use  of  the  Bangor  & 
Aroostook  in  the  purchase  of  equipment  under  the  equipment 
trust  executed  by  the  service  corporation  which  has  heretofore 
been  approved  by  the  Commission  as  an  agency  to  or  through 
which  loans  for  equipment  may  be  made  by  the  government 
for  the  construction  and  sale  or  lease  of  equipment  to  car- 
riers. 
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Decisions  of  Interstate  Commerce  Commission 


FLORIDA  FRUITS  AND  VEGETABLES 

in  a  report  on  No.  10892,  Railroad  Commissioners,  State  of 
Florida  vs.  Aberdeen  &  Rockflsh,  Director-general  et  al.,  opinion 
No.  6828,  61  I.  C.  C.  438-53,  written  by  Commissioner  Daniels, 
the  Commission  held  that  the  aggregate  of  the  line-haul  rates 
and  stated  refrigeration  charges  on  citrus  fruits  and  vegetables 
from  Florida  points  of  production  to  all  the  destinations  shown 
in  Perishable  Protective  Tariff  No.  1,  J.  E.  Fairbanks'  I.  C.  C. 
No.  6,  are  not  unreasonable  except,  first,  that  the  line-haul 
charges  on  vegetables,  except  celery,  are  unreasonable  in  that 
they  do  not  provide,  in  those  instances  where  a  lower  minimum 
and  higher  rate  applied  than  under  ventilation,  for  the  alterna- 
tive application  of  the  same  rate  and  minimum  as  under  ventila- 
tion; and  second,  except  that  the  refrigeration  charges  on  fruits 
and  vegetables  are  unreasonable  to  the  extent  of  20  per  cent  of 
the  cost-of-ice  factor  embraced  therein.  The  carriers  have  been 
directed  to  revise  their  tariff  within  sixty  days  in  accordance 
with  the  conclusions  announced.  If  that  is  not  done,  the  com- 
plainants are  advised  to  bring  the  matter  again  to  the  atten- 
tion of  the  Commission. 

In  disposing  of  the  issues  raised  by  the  general  attack  on 
the  line-haul  and  stated  refrigeration  charges,  Commissioner 
Daniels  divided  his  report  so  as  to  cover  separately  the  line-haul 
rates,  the  minimum  on  vegetables  under  refrigeration  and  the 
refrigeration  charges.  The  original  complainants  were  joined, 
by  means  of  interventions,  by  the  Joint  Council  of  the  National 
League  of  Commission  Merchants  of  the  United  States,  the  In- 
ternational Apple  Shippers'  Association  and  the  Western  Fruit 
Jobbers'  Association  of  America.  They  joined,  however,  only  to 
the  extent  of  supporting  the  Florida  commissioners  with  respect 
to  refrigeration  charges.  The  whole  case  proceeded  upon  the 
i'ssumption  that  the  present  rates  are  those  in  effect  prior  to 
August  26,  1920. 

The  contention  of  the  complainants  with  respect  to  the  line- 
haul  rates  was  that  the  inclusion  in  the  increased  refrigeration 
charges  made  effective  from  Florida  on  May  8,  1919,  of  items  of 
cost  covering  the  haulage  of  ice  in  bunkers  of  refrigerator  cars, 
and  the  switching  incident  to  the  icing  and  re-icing  of  such  cars, 
i.  e.:  1  cent  per  car  per  mile  and  35  cents  per  car  per  switch, 
respectively,  resulted  in  a  double  charge  for  these  services,  for 
the  reason  that  the  line-haul  rates  at  that  time  were  high  enough 
to,  and  by  operation  of  law,  did,  include  compensation  therefor. 
The  elimination  of  that  alleged  double  charge  by  a  proportionate 
decrease  in  the  haulage  charge  was  sought. 

It  was  agreed  by  both  sides  that  prior  to  May  8,  1919,  the 
refrigeration  charges  did  not  include  compensation  for  the  haul- 
age of  ice  and  switching.  It  was  argued  by  the  complainant  that 
their  inclusion  in  the  refrigeration  on  the  date  mentioned,  simul- 
taneously withdrew  them  from  the  haulage  rates;  and  that, 
therefore,  the  carriers  since  that  date  had  been  and  are  now 
giving  less  service  for  the  same  amount  of  compensation. 

As  to  that  contention,  Commissioner  Daniels  said  that  it 
did  not  appear  that  the  items  of  ice  haulage  and  switching  en- 
tered into  the  making  of  the  line-haul  rates  in  the  first  instance, 
but  that  regardless  of  that  fact,  the  charges  did  not  appear  to  be 
unreasonable  except  the  failure  of  the  carriers  to  provide  a 
rule  for  alternative  application  of  charges  for  ventilation  service. 

As  to  the  minimum  on  vegetables  under  refrigeration,  Mr. 
Daniels  said  the  retention  of  the  present  basis  with  the  basis 
applicable  under  ventilation  as  an  alternative  would  provide  the 
carriers  with  a  revenue  per  car  under  refrigeration  equal  to 
that  under  ventilation  and  that  appeared  to  have  been  the  re- 
sult sought  through  the  establishment  of  different  minima  with 
varying  rates. 

As  to  the  refrigeration  charges,  Mr.  Daniels  came  to  the 
conclusion  that  the  cost-of-ice  factor  was  higher  than  it  should 
be  by  20  per  cent.  The  conclusion  that  that  factor  was  unduly 
inflated  was  reached  by  the  Commission  on  the  testimony  of  in- 
spectors of  the  Commission  who  had  made  actual  tests.  The 
carriers,  while  admitting  that  the  tests  made  by  the  Commis- 
sion's inspectors  might  be  fairly  representative  of  the  period 
in  which  they  were  made,  argued  that  the  only  accurate  way 
to  arrive  at  the  average  amount  of  Ice  consumed,  would  be  to 
take  the  entire  movement.  The  Commission  said,  however,  that 
the  record  showed  that  perishables  move  out  of  Florida  prin- 
cipally in  the  winter  months.  The  inspections  were  made  dur- 
ing the  winter,  so  the  Commission  came  to  the  conclusion  that 
the  results  obtained  by  the  inspectors  fairly  represented  the 
consumption  of  ice  on  the  traffic. 


JOINT  RATES  ON  LUMBER 

A  fourth  report  on  the  question  of  joint  rates  between  the 
Washington  Western  and  its  trunk  line  connections  and  con- 
nections of  the  latter,  has  been  written  by  Commissioner  Dan- 


lelH  In  No.  8167,  Three  I, «ken  Lumber  Co.,  et  al.  »•.  WanhlnK- 
ton  Western  Hallway,  et  al..  opinion  No.  R823.  «1  I.  C.  C'.  40f»- 
19.  The  holding  In  thin  report  that  the  rates  on  lumber  and 
forest  products  from  points  on  the  Washington  Western  are 
and  were  not  unreasonable,  but  that  the  refusal  of  the  trunk 
line  defendants  to  maintain  Joint  niton  on  the  coast-group  basis 
from  points  on  the  Washington  Western,  while  contemporan- 
eously maintaining  such  Joint  rates  on  the  coast-group  basis 
from  points  In  Washington  and  Oregon  on  their  own  branch 
lines,  on  their  proprietary  branch  line*,  or  on  their  Independent 
connections,  resulted  In  undue  prejudice. 

The  order  requires  the  defendants  to  flle  tariffs,  effective 
on  or  before  August  8,  on  not  less  than  statutory  notice,  that 
will  remove  the  undue  prejudice.  That  order  leaves  them  free 
to  either  abolish  the  coast-group  basis  from  all  branch  line 
points  or  establish  them  from  points  on  the  Washington  \V- 
•  'in  to  destinations  on  the  trunk  lines  and  their  connections. 

In  the  third  report  on  the  case,  52  I.  C.  C.  42.  the  Commis- 
sion held  the  rates  resulting  from  the  refusal  of  the  trunk 
lines  to  accord  joint  rates  on  the  coast-group  basis  to  be  un- 
reasonable and  unduly  prejudicial,  and  that  the  complainants 
were  entitled  to  reparation  on  shipments  moving  since  July  21, 
1913.  No  order  of  reparation,  however,  was  entered. 

In  this  fourth  report  the  Commission  holds  that  the  rate* 
were  and  are  not  intrinsically  unreasonable,  but  unduly  preju- 
dicial. The  Commission  also  held  that  no  damage  had  been 
shown  to  have  resulted  from  the  undue  prejudice,  although  it 
was  shown  that  the  complaining  lumber  companies,  with  mills 
on  the  Washington  Western,  had  to  absorb  the  local  rates  of 
the  originating  carrier,  so  as  to  meet  the  selling  price  of  lum- 
ber on  the  coast-group  basis  In  the  competitive  markets.  It 
was  so  held,  because  as  the  report  declares,  it  was  not  shown 
that  the  competitors  of  the  complainants  on  the  branch  lines, 
with  which  joint  rates  were  maintained,  established  or  con- 
trolled the  price  which  the  complainants  could  obtain  for  their 
lumber.  Mr.  Daniels  said  that,  so  far  as  the  record  disclosed 
the  facts,  the  complainants  would  have  received  the  same  price 
for  their  lumber  had  the  rates  of  those  competitors  been  the 
same  as,  or  higher  than,  the  rates  from  complainants'  shipping 
points. 

Commissioner  Aitchison  concurred  in  the  disposition  of  the 
case,  except  in  the  main  point,  that  of  reparation.  He  is  of 
the  opinion  that  the  rates  were  and  are  unreasonable,  and  that 
reparation  should  have  been  awarded  both  on  that  account  and 
because  of  damage  to  the  complainants  as  a  result  of  the  undue 
prejudice  found  to  exist. 

Commissioner  Hall  concurred  in  the  finding  as  to  reason- 
ableness, but  not  as  to  the  finding  of  undue  prejudice.  In  his 
opinion  the  complaint  should  have  been  dismissed.  In  the  dis- 
sent he  was  joined  by  Commissioner  Potter.  Commissioner 
Esch  did  not  participate  in  the  case. 

The  Washington  Western  is  a  proprietary  railroad,  which, 
in  the  Commission's  first  report,  was  held  to  be  a  plant  facility 
of  the  Three  Lakes  Lumber  Co.  That  was  in  1913.  Just  about 
the  time  the  Supreme  Court  was  deciding  the  tap  line  case.  In 
defending  themselves,  the  trunk  lines  asserted  that  they  had 
never  sinned  in  the  way  of  making  joint  rates  and  divisions 
with  tap  lines  as  their  colleagues  in  the  southwest  had,  and 
they  objected  to  importing  the  tap  line  practice  into  that  part 
of  the  country.  The  Commission  agreed  with  them. 

When  the  tap  line  decision  came  out,  the  Commission  had 
to  reverse  itself  and  agree  that  the  Washington  Western  was 
a  common  carrier.  Then  the  trunk  lines  filed  tariffs  naming 
joint  rates  to  destinations  on  their  own  rails,  but  not  on  the 
rails  of  their  connections.  They  submitted  their  tariffs  and  the 
case  on  which  the  third  report  was  founded  was  thereby  initi- 
ated, with  the  result  hereinbefore  indicated — namely,  a  holding 
of  unreasonableness,  undue  prejudice  and  an  award  of  repar- 
ation. 

In  that  third  report  the  commission  said  the  trunk  lines 
were  making  rates  with  common  carrier  branch  lines  other 
than  the  Washington  Western  and  put  in  the  contention  of  the 
complainants  that  the  Washington  Western  was  the  only  com- 
mon carrier  in  that  coast  group  from  which  they  were  not  mak- 
ing joint  rates.  On  account  of  errors  of  fact  as  to  the  extent 
of  their  preference  for  other  branch  lines,  the  Commission  took 
up  the  main  complaint  in  this  case  and  also  the  formal  com- 
plaint. No.  10816.  Three  Lakes  Lumber  Co..  et  al.  vs.  Director 
General,  Washington  Western,  et  al.  which  also  Is  covered  by 
this  fourth  report. 

The  net  result  is  that  the  Commission  has  modified  its 
former  holding  that  the  rates  were  and  are  unreasonable  Into 
a  holding  that  they  were  and  are  not  "Intrinsically"  unreason- 
able, but  unduly  prejudicial,  and  denying  the  reparation  formerly 
awarded, 
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SWITCHING  AT  MASON  CITY 


An  order  requiring  the  carriers  to  cancel  the  suspended 
schedules  has  been  made  in  I.  &  S.  No.  1289,  Switching  between 
Industries  and  Connecting  Lines  at  Mason  City,  la.,  opinion  No. 
6836,  61  I.  C.  C.  479-82,  holding  that  the  Minneapolis  &  St.  Louis 
had  not  justified  a  proposal  to  increase,  from  $2.50  to  $5  per 
car,  its  charge  for  switching  on  its  line  at  Mason  City  and  the 
interchange  tracks  of  connecting  lines.  The  schedules  were 
suspended  upon  protest  by  Jacob  E.  Decker  &  Sons. 

Under  the  Commission's  decision  in  Ex  Parte  No.  74,  the 
reciprocal  switching  charge  of  $2  at  Mason  City  was  increased 
to  $2.50.  On  January  20,  of  this  year,  the  Chicago  Great  West- 
ern further  increased  its  charge  to  $5  for  interchanging  busi- 
ness between  its  connections  and  three  industries  on  its  line, 
except  that  the  switching  charge  of  $2.50  on  beets  inbound  to 
one  of  these  industries  and  on  traffic  to  or  from  the  Chicago 
&  Northwestern  and  the  Rock  Island  was  not  increased.  The 
rules  of  the  carriers  generally  provide  for  the  absorption  of  con- 
necting lines'  charges  at  Mason  City  where  the  freight  charges 
are  not  less  than  certain  prescribed  minima.  The  effect  of  the 
proposed  increase  by  the  M,  &  St.  L.  would  fall  principally  on 
Jacob  E.  Decker  &  Sons,  because  they  receive  a  considerable 
portion  of  their  live  stock  from  nearby  stations  at  a  total  charge 
for  the  line-haul  which  yields  less  than  the  prescribed  minimum 
revenue  after  the  absorption  of  switching  charges. 

The  M.  &  St.  L.  submitted  figures  which  the  Commission 
said  tended  to  show  that  its  operation  during  the  past  two  years 
have  been  unprofitable.  The  figures,  however,  the  Commission 
said,  were  of  little  value  in  this  proceeding.  It  said  that  the 
switching  charges  at  Mason  City  might  be  too  low  but  the  record 
afforded  no  sufficient  basis  for  determining  what  charges  would 
be  reasonable. 


CHEMICAL  RESIDUE  IN  TANK  CARS 

On  reargument  in  No.  10567,  New  Jersey  Zinc  Co.  et  al.  vs. 
A.  T.  &  S.  F.,  Director-general  et  al.,  opinion  No.  6826,  61  I.  C.  C. 
432-4,  the  Commission  suggested  a  new  rule  for  the  handling 
of  parts  of  the  lading  of  acids  and  other  liquids  left  in  tank 
cars  by  the  consignees  and  returned  to  the  consignors,  as 
follows: 

"If  tank  cars  are  not  completely  unloaded  at  destination, 
and  the  remainder  of  the  lading  is  returned  in  the  same  car 
to  the  original  shipping  point,  the  weight  thereof  must  be  de- 
clared by  the  receiver,  and  the  rating  applicable  on  the  same 
article  in  less-than-carload  quantities  in  bulk  in  barrels  shall 
apply,  the  charge  not  to  exceed  the  charge  for  a  carload  of  the 
same  freight  in  tank  cars;  except  that  if  no  commercial  con- 
sideration is  given  to  the  remaining  substance,  by  means  of  a 
credit  allowance  or  otherwise,  or  the  substance  is  removed  from 
the  car  and  discharged  as  waste  before  a  subsequent  shipment 
is  made  therein  the  weight  thereof  need  not  be  declared,  and  no 
charge  shall  be  made  therefor." 

This  complaint  was  brought  because,  in  the  original  report 
in  this  case,  57  I.  C.  C.  201,  the  Commission  held  that  the  present 
rule  in  the  Consolidated  Classification  covering  the  return  of 
such  left-over  lading  had  not  been  shown  to  be  unreasonable  or 
unduly  prejudicial.  The  complainants  called  attention  to  the  fact 
that  the  Commission  had  not  disposed  of  the  issue  relating  to 
the  transportation  of  chloride  of  zinc  remaining  in  tank  cars 
returned  to  original  loading  points;  and  that  the  defendants' 
rule  is  "too  vague  and  indefinite  to  admit  of  proper  qualifica- 
tion." 

The  question  principally  discussed  upon  reargument  was 
the  alleged  vagueness  of  that  part  of  the  rule  having  reference 
to  "commercial  consideration  given  to  the  substance  by  the 
shipper  or  consignee."  The  report  of  the  Commission  said  the 
testimony  established  that  in  making  settlement  with  the  con- 
signee, complainants  ordinarily  make  no  deduction  from  the 
invoice  price  when  the  substance  remaining  in  the  car  is  less 
than  500  pounds  in  weight,  but  a  credit  is  given  when  the  weight 
is  500  pounds  or  greater. 

Because  of  the  conflict  of  opinion  as  to  what  constituted 
a  commercial  consideration,  the  Commission  said  the  rule  was 
open  to  criticism  on  the  ground  of  indefiniteness  and  that  it 
should  be  clarified  by  the  publication  of  the  rule  hereinbefore 
set  forth. 


DEMURRAGE  ON  COAL  AND  PULPWOOD 

A  finding  of  unlawfulness  and  an  award  of  reparation  as 
to  demurrage  charges  has  been  made  in  No.  11301,  Union  Bag  & 
Paper  Corporation  vs.  Director-general,  opinion  No.  6825,  61  I. 
C.  C.  424-31.  The  Commission  held  that  demurrage  charges 
assessed  on  seven  carloads  of  coal  were  unlawful;  that  the 
charges  on  cars  held  short  of  destination  at  Port  Henry,  Crown 
Point,  Saratoga,  Fort  Ticonderoga  and  Whitehall,  N.  Y.,  were 
lawful,  but  that  credit  should  be  given  to  complainant  for  the 
time  necessary  to  transport  the  cars  so  held  from  the  point  of 
constructive  placement  to  the  point  of  actual  placement; 
the  thirty-two  cars  of  pulpwood  received  by  the  defendant, 
*laware  &  Hudson,  on  July  30,  were  placed  by  it  con- 
tructively  at  a  time  when  the  complainant  had  facilities  to 


receive  them;  and  that  demurrage  on  such  cars  did  not  law- 
fully begin  to  accrue  until  August  3,  1918;  that  the  demurrage 
charges  collected  on  all  other  cars  embraced  in  the  issue  were 
unlawful  to  the  extent  that  the  charges  alleged  exceeded  those 
that  would  hare  accrued  had  cars  been  delivered  at  the  rate  of 
55  per  day  for  the  period  subsequent  to  August  9.  The  Com- 
mission will  hold  the  case  open  90  days  to  permit  an  agreement, 
if  possible,  between  the  complainant  and  the  defendant,  as  to 
the  disposition  of  the  demurrage  charges. 

The  complaint  grew  out  of  the  fact  that  on  August  1  there 
was  a  fire  in  the  plant  of  the  bag  company  near  Fenimore  Siding, 
N.  Y.  The  Delaware  &  Hudson  without  request  from  the  com- 
plainant began  holding  cars  at  Junctions  50  and  60  miles  from 
the  billed  destination.  It  also  held  seven  cars  of  coal,  which 
were  billed  prior  to  August  21,  on  the  assumption  that  the  em- 
bargo declared  by  the  local  fuel  administrator  applied  to  them. 
The  Delaware  &  Hudson  held  the  seven  cars  under  constructive 
placement. 

The  Commission,  in  a  report  written  by  Commissioner 
Aitchison,  held  that  that  holding  of  cars  of  coal  was  without  any 
authority  whatever.  It  also  held  that  it  was  the  duty  of  the 
Delaware  &  Hudson  to  have  informed  itself  as  to  the  ability 
of  the  complainant  to  receive  cars  while  its  tracks  and  plant 
were  undergoing  repairs  necessitated  by  the  fire  instead  of  act- 
ing upon  the  assumption  that  the  complainant  could  not  handle 
any  more  cars  than  were  actually  tendered  to  it  at  its  plant 
at  Fenimore. 


SOYA  BEAN  AND  PEANUT  OIL 

In  a  report  on  No.  11439,  Swift  &  Co.  vs.  Director  General, 
as  agent,  opinion  No.  6830,  61  I.  C.  C.  457-8,  the  Commission  held 
that  it  was  unreasonable  for  the  director-general  to  impose  higher 
rates  on  peanut  and  soya-bean  oil  solidified,  in  bags,  than  the  same 
kinds  of  oil  in  barrels,  not  solidified,  and  ordered  reparation  on 
shipments  from  Atlanta  on  94  carloas  shipped  between  January 
1,  1919,  and  September  8,  1919.  The  same  rates  were  applied  from 
and  after  September,  1919,  although  the  request  therefor  was 
made  in  April,  of  that  year. 

Solidified  oil  in  bags  loads  heavier  than  liquid  oils  in  barrels, 
the  former  weighing  between  40,000  and  50,000  pounds,  while  the 
liquid  oil  in  barrels  gives  a  carload  loading  of  only  about  30,000 
pounds.  Reparation  is  to  be  made  to  the  basis  of  the  subse- 
quently established  rates.  Prior  to  June  25,  1918,  the  solidified  oil 
was  rated  17  cents  per  100  pounds  higher  from  Atlanta  to  Mem- 
phis than  liquid  oil. 


RATES  ON  COTTON 

Application,  to  carloads  of  uncompressed  long  staple  Cotton, 
of  the  any-quantity  second  class  rate  east  of  St.  Louis,  to  ship- 
ments moving  from  the  Salt  River  Valley,  in  Arizona,  to  Boston, 
Mass.,  and  Chester,  Pa.,  in  1918  and  1919,  resulted  in  the  im- 
position of  unreasonable  rates  on  that  commodity.  The  Com- 
mission has  so  held,  in  a  report  on  No.  10948,  Southwest  Cotton 
Co.  vs.  Arizona  Eastern  et  al.,  opinion  No.  6833,  61  I.  C.  C.  467-72, 
written  by  Commissioner  Eastman.  An  award  of  reparation  was 
made. 

In  the  season  of  1918-19,  the  complainant  shipped  nearly 
11,000,000  pounds  of  the  very  valuable  cotton,  from  points  in 
the  Phoenix  group,  to  Boston  and  Chester.  The  legally  applica- 
ble rates  to  Boston  ranged  from  $2.135  to  $2.53  per  100  pounds, 
on  June  24,  1918,  to  December  30,  1918;  to  Chester  from  $2.055 
to  $2.43.  On  December  31,  1919,  the  rate  to  Boston  was  reduced 
to  $1.835  and  $1.765  to  Chester.  Since  that  time  they  have  been 
increased  one-third,  in  accordance  with  the  Commission's  deci- 
sion in  Ex  Parte  No.  74. 

Commissioner  Eastman  said  the  volume  of  the  complainant's 
shipments  clearly  entitled  it  to  a  carload  commodity  rate  on 
uncompressed  cotton,  which  is  the  only  kind  it  shipped,  when 
it  was  able  to  have  its  instructions  followed.  Those  instruc- 
tions, noted  on  the  bills  of  lading,  were  not  to  compress  in 
transit.  Compression  is  said  to  damage  the  long  staple  cotton 
grown  in  Arizona  and  California,  so  the  rule  applicable  in  the 
areas  in  which  the  short  staple  cotton  is  grown  are  not  enforced 
against  the  long  staple,  when  the  shippers  of  that  kind  of  fiber 
are  able  to  persuade  carriers  to  follow  instructions.  Some  of 
the  shipments  involved  in  this  complaint  were  compressed  not- 
withstanding instructions.  Instructions  were  omitted  from  the 
bills  of  lading  covering  some  of  the  cars.  They  were  disre- 
garded as  to  the  lading  in  some  of  the  cars.  As  to  all  shipments 
compressed  in  transit,  the  Commission  said  the  complainant 
was  entitled  to  the  rate  on  compressed  cotton. 

The  absence  of  carload  commodity  rates  east  of  St.  Louis, 
Commissioner  Eastman  said,  seemed  to  be  the  cause  of  the 
complainant's  trouble.  There  being  no  carload  commodity  rates 
on  uncompressed  cotton  east  of  that  point,  the  second  class 
any-quantity  rate  became  a  factor  in  the  through  charge,  on  the 
entire  volume  of  nearly  11,000,000  pounds. 

The  Commission  said  the  complainant  was  entitled  to  a 
carload  rating  in  the  season  of  1918-19,  with  a  minimum  of 
24,000  pounds,  at  the  rates  that  have  been  in  effect  since  Decem- 
ber 31,  1919,  namely,  $1.835  to  Boston  and  $1.765  to  Chester,  and 
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reparation  down  to  those  rates  on  shipment  moving  prior  to 
the  effective  date  of  the  rates  approved  as  n  asonable.  The 
c  loading  of  the  cars  Involved  In  the  complaint,  wan  Ill.oun. 
Question  as  to  the  relationship  of  rates  between  compressed, 
uncompressed  and  transit  cotton  was  raised,  but  Mr.  Eastman 
said  there  was  no  reason  for  passing  on  the  subject  in  this 
case,  because  the  complainant  Is  and  was  inn  n  !>  .1  only  In  the 
carload  rates  on  uncompressed  cotton.  In  the  short  staple  cot- 
ton aim::  the  spread  between  compressed  and  uncompressed 
cotton  is  ten  or  fifteen  cents,  the  difference  representing  the 
cost  of  compression. 


MEATS  BETWEEN  FLORIDA  POINTS 

In  a  report  on  I.  and  S.  No.  1278,  Fresh  and  Salted  Meats 
between  points  in  Florida,  opinion  No.  «832,  61  I.  C.  C.,  461-66, 
the  Commission  held  that  the  proposal  of  the  carriers  to  In- 
he  proportional  rate  on  fresh  meats,  in  carloads,  from 
Jacksonville  and  Florida  Transfer  to  Tampa  and  other  points 
in  Florida,  from  27  to  50  cents,  had  not  been  Justified, 
but  that  the  increases  on  other  kinds  of  meats  had  been 
justified.  It  held  that  the  rate  on  fresh  meat  might  be  in- 

ised  to  not  more  than  39.5  cents.  The  order  to  cancel 
the  suspended  schedules  is  subject  to  the  condition  that  the 
railroads  may  file  new  schedules  making  an  increase  to  not 
more  than  39.5  cents. 

This  increase  was  to  hav«  been  brought  about  by  the  can- 

lation  of  a  proportional  commodity  rate  of  27  cents,  applicable 

on   fresh  meats   originating  in   Western  Classification   territory 

1  and  the  substitution  therefor  of  the  fourth  class  proportional 

of  50  cents.     At  the  hearing  the  protestants  did  not  object  to 

raising  the  rates  on  salted  meats  to  the  fourth  class  basis.  They 

objected  to  the  increase  on  fresh  meats  largely  on  the  ground 

that,  if  and  when  so  increased,  the  proportional  would  be  out 

of  line  with  rates  to  Eastern  territory.     The  Commission  agreed 

to  that. 

The  27  cent  proportional  was  established  originally  to  meet 
the  competition  of  lines  to  New  Orleans  and  water  transpor- 
tation from  that  point  into  Florida. 


RATES  ON  COAL  AT  HILLSBORO,  ILL. 
The  Commission  has  dismissed  No.  10633,  Schrarn  Glass 
Manufacturing  Co.  vs.  Director  General,  opinion  No.  6827,  61 
I.  C.  C.,  435-7,  holding  that  a  rate  of  30  cents  per  net  ton  on 
coal  shipped  between  June  25  and  November  20,  1918  from  one 
point  to  another  in  the  switching  district  of  Hillsboro,  111.,  was 

'  not  unreasonable.  The  Commission  said  that  no  allegation  of 
undue  prejudice  was  made,  and  that  the  comparisons  of  rates 
for  short  distance  movements  at  other  places  on  the  rails  of 
the  Big  Four,  the  carrier  against  whom  the  complaint  was 
leveled,  were  not  persuasive  as  showing  the  unreasonableness 

i  of  the  30-cent  rate.  The  present  rate  is  14  cents.  Prior  to 
June  25.  1918,  it  was  10  cents.  The  Commission  said  that  none 
of  the  facts  show  that  the  30-cent  rate  during  the  time  of  its 
existence  was  unreasonable. 


RATES  ON  LOGS  FROM  BALTIMORE,  MICH. 
The  Commission,  in  a  report  on  I.  and  S.  No.  1268,  logs  from 
Baltimore,  Mich.,  to  Oconto  and  Stiles,  Wis  (mimeographed, 
without  opinion  number  or  paging,  April  29),  held  not  justified 
increased  rates  on  logs  from  Baltimore,  Mich.,  to  Stiles  and 
Oconto,  Wis.,  when  for  manufacturing  and  reshipment  over  the 
lines  of  the  Chicago,  Milwaukee  &  St.  Paul,  to  the  extent  pro- 
posed. The  decision  is  without  prejudice  to  the  right  of  the 
Milwaukee  and  its  connection,  the  Duluth,  South  Shore  &  Atlan- 
tic, to  establish  rates  of  7,  5  and  8  cents  respectively.  The  present 
rate  is  $5.40  per  1,000  feet.  They  propose  to  change  that  to 
10  cents  per  100  pounds,  minimum  50,000  pounds. 


POTATOES,  ALFALFA  MEAL,  AND  BAGS 
In  a  report  by  Commissioner  Meyer  on  No.  11211,  S.  J. 
Hawkins,  doing  business  under  the  name  of  the  Rupert  Milling 
Co.,  and  S.  J.  Hawkins  vs.  Oregon  Short  Line,  Director-general 
et  al.,  opinion  No.  6835,  61  I.  C.  C.  475-8,  the  Commission  held 
that  the  rates  on  potatoes  from  Rupert,  Ida.,  to  Albuquerque, 
N.  M.,  and  on  alfalfa  meal  from  Rupert  to  destinations  in  Utah, 
Oregon,  Nebraska  Missouri,  Illinois,  Tennessee,  New  York,  and 
Virginia  were  not  unreasonable  at  the  time  the  shipments  moved 
in  February,  1919.  The  Commission  held  that  the  rate  on  second 
hand  burlap  bags  from  San  Francisco  to  Rupert  was  unreason- 
able to  the  extent  that  it  exceeded  $1.765  and  ordered  repara- 
tion to  that  basis.  The  carriers  charged  a  combination  of  $1.93. 


RATE   ON    NITRATE   OF   SODA 

A  holding  of  unreasonableness  and  award  of  reparation  and 
an  order  to  establish  reasonable  rates  for  the  future  have  been 
made  in  No.  11680,  King  Powder  Co.  et  al.  vs.  Baltimore  &  Ohio, 
Director-general  et  al.,  opinion  No.  6831,  61  I.  C.  C.  459-60,  as 
to  rates  on  nitrate  of  soda  from  Norfolk  and  Baltimore  to  Middle- 
town  Junction,  Kings  Mills  and  Morrow,  O.  On  the  authority 
of  the  Commission's  decision  in  General  Chemical  Co.  vs.  Di- 
rector-general, 57  I.  C.  C.  222,  the  Commission  held  that  the 


assailed  rates  were,  are  and  f<»  the  future  will  b«  unreasonable 
because  and  to  the  cxuni  Mint  tii«-v  ,.<. . .  f|.-.|.  .,,..,<j  or  may 
exceed  2B.G  rent!  per  hundred  pounds  nut>ji>rt  to  tin-  Incrwuw* 
allowed  on  August  26,  1!»L'0.  The  carriers  are  required  to  «rt»b- 
llsh  the  rates  of  25. ."i  renm  on  or  before  July  6. 


RATE   ON    SULPHURIC   ACID 

The  Commission   In   No.   11252.   Virginia  Carolina  Chemical 
Co.  VH.   Director-general  an  agent,  opinion   No    t',834.  61   I 
473-6,  IIHH  held   unreaHonable  rates  on  sulphuric  arid  from  Char 
lotte,  N.  C.,  to  Greenville,  s.  c  .  and  Selma,  N.  ('..  'lurlni?  f 
control.     Reparation   in  to  be  awarded   to   the   haul*  of   $ 
(ireenvlllo   and    $2.30    to    Selma.      The    -•oniiilainant    paid    sixth 
class  rates  of  $2.41  and  $2.70  per  net  ton.     The  lower  rates  men- 
tioned  were  commodity   rates  established  after   the  movement. 


RATE  ON  COCOANUT  OIL 

On  further  hearing  in  No.  10588,  Southern  Cotton  O 
vs.  Southern  Ry.,  Director-general  et  al.,  opinion  No.  6829.  61 
I.  C.  C.  454-6,  the  Commission  held  unreasonable  a  rate  of  21 
cents  on  cocoa  nut  oil  In  tank  cars  from  Charleston,  S.  C.,  to 
Savannah,  Ga.,  to  the  extent  that  It  exceeded  16  cents,  and  also 
unduly  prejudicial  to  the  extent  that  it  exceeded  the  rate  con- 
temporaneously applicable  on  cottonbeed  oil  in  tanks.  The  Com- 
mission held  that  the  resulting  damage  was  caused  by  the  un- 
reasonableness of  the  rate  and  not  the  undue  prejudices.  The 
report  also  covers  sub  number  1  Same  VH.  Same,  and  No.  10689 
Same  vs.  Director-general  et  al. 


VALUATION  REPORTS 

The  Tragic  World  Washington  Burtau 

Counsel  for  the  Kansas  City  Southern  Railway  Company 
and  the  Los  Angeles  &  Salt  Lake  Railroad  Company  have  Died 
with  the  Commission  motions  asking  the  Commission  to  amend 
its  supplemental  tentative  valuations  on  those  properties.  (See 
Traffic  World,  April  9,  p.  779.) 

In  asking  a  further  supplemental  valuation  in  the  case  of 
the  Kansas  City  Southern,  counsel  aver  that  the  tentative  valu- 
ation served  by  the  Commission  did  not  contain  any  analysis 
of  the  methods  of  valuation  employed  in  the  determination  of 
a  single  sum  value,  or  any  statement  of  the  reasons  for  any 
differences  between  such  final  value  and  the  cost  values,  and 
that  therefore  the  Commission  failed  to  comply  with  the  terms 
of  the  valuation  act. 

"The  effect  of  this  failure  and  omission  is  to  leave  the 
carrier  without  any  knowledge  whatsoever  of  the  methods  of 
valuation  that  have  been  employed  and  of  the  rules,  principles 
and  processes  that  have  been  used  by  the  Commission  and 
Division  L  thereof  in  reaching  the  final  valuation,  or  of  the 
reasons  for  the  differences  between  the  final  values  and  the 
cost  values,"  counsel  say.  "The  carrier  has  thus  been  deprived 
of  the  right  given  it  by  said  valuation  act  to  protest  against 
the  rules,  principles,  methods  and  processes  that  have  been 
employed  in  the  valuation  of  its  properties,  if,  on  being  advised 
of  such  rules,  principles,  methods  and  processes,  it  should  de- 
sire to  protest  against  the  same  and  support  its  protest  in 
the  manner  provided  in  said  act." 

As  an  illustration  of  the  omission  of  the  Commission  to 
comply  with  the  terms  of  the  valuation  act.  it  is  averred  that 
the  final  value  fixed  by  the  Commission  on  the  company's  prop- 
erty is  less  than  the  cost  of  reproduction  new.  as  computed 
by  the  Commission,  and  in  excess  of  the  cost  of  reproduction 
less  depreciation,  as  computed  by  the  Commission. 

"But  it  Is  nowhere  stated  by  what  method  or  process  said 
value  has  been  reached,  or  of  the  reasons  for  said  differences," 
counsel  say.  "The  carrier  is  entitled,  under  the  express  terms 
of  the  valuation  act,  to  know  what  elements  or  factors,  if  any. 
have  been  added  to  cost  of  reproduction  less  depreciation  to 
reach  the  figure  stated,  and  likewise  to  know  the  elements  and 
the  factor,  if  any.  which  have  been  deducted  from  cost  of  re- 
production new  in  order  to  reach  the  figure  stated.  Until  this 
information  is  given  it,  it  can  not  intelligently  prepare  and  file 
its  protest." 

It  is  further  averred  that  the  final  value  stated  by  the  Com- 
mission is  an  "arbitrary  and  artificial  sum,  determined  by  some 
undisclosed  process,  and  bearing  no  relation  whatever  to  com- 
mercial or  pecuniary  value,  and  is  not  a  compliance  with  the 
law."  It  Is  asked  that  the  valuation  report  be  amended  to  show 
such  commercial  or  pecuniary  value. 

Counsel  for  the  Los  Angeles  &  Salt  Lake  filed  a  motion 
asking  that  the  Commission  amend  its  valuation  report  in  the 
case  of  that  carrier  for  the  reasons  set  forth  in  the  Kansas  i 
Southern  motion,  and  also  filed  a  protest  against  the  valuation. 
In  the  protest  It  Is  averred  that  while  the  Commission  placed 
a  value  of  $45,871.093  on  the  company's  property  owned  and 
used,  and  used  but  not  owned,  the  snld  value  was  not  less 
than  $70.600,000  and  should  be  so  found  and  reported  by  the 
Commission.  The  company  also  protests  on  the  ground  that 
the  Commission  failed  to  show,  as  required  by  law.  an  analysis 
of  the  methods  of  valuation  employed  in  finding  the  value  BO 


966 


THE    TRAFFIC     WORLD 


Vol.  XXVII,  No.  19 


reported  Other  figures  of  value  stated  by  the  Commission  are 
attacked  as  "inconsistent  figures."  It  Is  further  alleged  that 
the  amounts  reported  as  "excess  cost  of  acquisition  of  the  car- 
rier lands  over  the  present  so-called  naked  land  value  thereof,' 
are  "unjustly  and  unreasonably  low,  and  do  not  represent  the 
full  excess  cost  of  acquisition."  The  total  "excess  cost"  re- 
ported by  the  Commission  in  this  case  was  $2,504,509,  and  the 
carrier  contends  such  excess  cost  should  be  reported,  on  the 
basis  of  the  naked  land  value  found  by  the  Commission,  at  not 
less  than  $3,651,505,  and  on  the  basis  of  the  "true  naked  land 
value,  at  not  less  than  $4,205,126." 

In  its  motion  made  public  May  4,  and  filed  with  the  Com- 
mission, asking  for  information  as  to  how  the  Commission  ar- 
rived at  the  final  valuation  of  its  property,  the  Kansas  < 
Southern  stated  it  needed  this  information  to  enable  it  to  pro- 
test against  the  finding.  On  May  5,  however,  the  Commission 
made  public  the  protest  of  that  carrier  against  the  valuation  re- 
port in  its  case. 

The  protest  attacks  the  finding  of  the  Commission  as  incom- 
plete and  wholly  unwarranted."  It  is  set  forth  that  the  carrier 
submitted  evidence  in  good  faith  tending  to  prove  that  the  total 
value  of  its  properties  was  from  $75,000,000  to  $80,000,000,  upon 
the  theory  that  "the  value  of  railway  property  results  from  the 
use  to  which  it  is  put  and  varies  with  the  profitableness  of  that 
use,  present  and  prospective,  actual  and  anticipated,"  as  stated 
by  the  Supreme  Court  of  the  United  States  in  Branson  vs.  Bush, 
251  U.  S.,  181.  The  Commission  fixed  the  final  value  of  the  total 
property  used  by  the  Kansas  City  Southern  system  at  $43,137,502. 
The  company  alleges  that  the  Commission  "wholly  ignored 
the  earning  power  of  the  carrier,  present  and  prospective,  as  the 
most  important  if  not  controlling  factor  in  reaching  its  determina- 
tion of  the  value  of  its  properties." 

"The  values  stated  in  the  tentative  final  valuation  do  not  pur- 
port to  be  more  than  an  arbitrary  figure,"  it  is  alleged,  "some- 
where between  cost  of  reproduction  news  (as  computed  by  the 
Commission)  and  cost  of  reproduction  less  depreciation  (as  com- 
puted by  the  Commission)  of  the  physical  properties  of  the  car- 
rier. They  are  apparently  intended  to  apply  only  to  physical 
properties  and  to  exclude  intangible  value  of  any  substantial 
amount.  The  Commission  appears  to  have  adopted  some  arbitrary 
and  artificial  •  formula  which  applies  equally  to  all  railroads, 
wholly  irrespective  of  their  earning  capacity  or  earning  power, 
the  same  value  per  mile  being  assigned  to  a  bankrupt  road  as  is 
assigned  per  mile  to  a  prosperous  road,  in  so  far  as  their  esti- 
mated cost  of  physical  reproduction  may  be  the  same. 

"The  carrier  protests  that  the  sum  thus  reached  and  called 
'value'  in  the  tentative  final  valuation,  is  not  value  in  its  true 
sense,  as  that  term  is  used  in  the  valuation  act,  but  that,  on  the 
contrary,  the  true  value  of  the  carrier's  properties  should  be  de- 
termined by  its  earning  power,  present  and  prospective,  actual  and 
anticipated,  under  reasonable  rates  prescribed  by  law,  and  that 
this  factor  or  element  of  value  has  been  wholly  ignored  by  the 
Commission." 

The  company  further  protests  that  the  Commission  appar- 
ently ignored,  the  stock-and-bond  value  of  the  carrier's  properties. 
In  the  five-year  period  preceding  the  valuation  date,  June  30, 
1914,  it  is  averred  that  the  market  prices  of  all  railroad  stocks 
and  bonds  were  unduly  low,  but  that  the  aggregate  market  value 
of  the  company's  outstanding  stocks  and  bonds  averaged  over 
$62,000,000  in  that  period. 

"Inasmuch  as  market  prices  during  the  period  named  were 
.unduly  low,"  it  is  averred,  "it  is  reasonable  to  conclude  that  the 
true  value  of  the  carrier's  properties  on  valuation  date  was 
materially  and  substantially  in  excess  of  $62,000,000.  The  carrier 
protests  against  the  aggregate  value  stated  in  the  tentative  final 
valuation,  which  is  approximately  $13,000,000  less  than  said  un- 
duly low  stock-and-bond  value,  as  arbitrary,  unreasonable  and 
wholly  unsupported  by  the  evidence  in  this  proceeding." 

The  company  also  attacks  the  finding  of  the  Commission  that 
the  reproduction  cost  of  its  total  carrier  lands  used  is  $3,467,182 
on  the  ground  that  the  cost  of  acquisition  of  the  lands,  exclusive 
of  interest,  taxes  and  incidental  cost  of  acquisition,  is  not  less 
than  double  the  so-called  present  value  of  said  lands  as  deter- 
mined by  the  Commission. 

Motions  asking  correction  and  amendment'  of  the  tentative 
final  valuation  reports  on  the  properties  of  the  Atlanta,  Birming- 
ham &  Atlantic  Railway  Company  and  the  Winston-Salem  South- 
bound Railway  Company  have  been  filed  with  the  Commission. 
It  is  alleged  in  both  motions  that  the  tentative  valuations 
"are  insufficient,  and  incomplete,  both  in  form  and  in  substance, 
and  are  not  in  accordance  with  law,  and  that  in  advance  of  the 
carrier  being  called  upon  to  protest  against  them,  and  in  order 
that  it  may  intelligently  protest  against  them,  they  should  be 
amended  and  corrected,"  so  as  to  include  certain  statements 
alleged  to  be  required  under  the  valuation  act. 

One  of  the  requests  made  in  the  motions  is  that  the  Com- 
mission submit  "a  statement  of  the  probative  effect  given  to  the 
reported  excess  cost  of  acquisition  of  carrier  lands  in  the  de- 
termination of  the  final  value  reported."  This  refers  to  the 
element  of  value  which  the  Commission  was  directed  by  the 
Supreme  Court  in  the  Kansas  City  Southern  case  to  ascertain 
and  report  as  provided  by  the  valuation  act,  but  which  Director 
Prouty  of  the  Commission's  bureau  of  valuation,  Chief  Counsel 
Farrell  of  the  Commission,  and  John  E.  Benton,  general  solicitor 


of  the   National   Association   of  Railway   and   Utilities  Commis- 
sioners, have  declared  would  not  be  worth  anything  in  determm- 

S  After'the  Supreme  Court's  decision  in  the  Kansas  City  South- 
ern case,  there  was  a  good  deal  of  conjecture  as  to  whether  the 
final  value  of  any  carrier's  property,  as  determined  by  the  Com- 
mission would  be  increased  by  the  Commission  giving  considera- 
tion to  the  "excess  cost  of  acquisition  of  carrier  lands,"  or  stated 
in  other  words,  the  cost  of  reproduction  of  carrier  lands.  Counsel 
for  the  Kansas  City  Southern  contended  the  final  value  would 
and  should  be  increased  as  the  result  of  the  Supreme  Court's 
mandate  to  the  Commission.  Now  the  carriers  are  asking  the 
Commission  to  state  just  what  effect  the  reported  excess  cost 
of  acquisition  had  in  the  determination  of  the  final  value. 

CHANGE  IN  CONFERENCE  RULING 

The  Traffic  World  Washington  Bureau 

The  Commission  is  expected  to  withdraw  its  conference 
ruling  of  April  8,  which,  if  followed,  would  cause  it  to  say  it 
had  not  jurisdiction  over  the  applications  of  the  New  York 
Central  to  take  the  necessary  steps  to  acquire  the  Union  Stock 
Yards  Railroad  at  Chicago.  At  the  argument  on  the  matter 
April  28,  every  lawyer  who  discussed  the  subject  disagreed  with 
the  Commission.  Such  unanimity  of  agreement  or  disagreement 
has  never  before  been  known  in  any  matter  of  weight  before  the 
Commission. 

Director  Colston  has  resumed  hearings  on  the  subject  at 
Chicago  and  he  is  expected  to  take  enough  of  the  kind  of  testi- 
mony which  Walter  I.  Fisher,  former  secretary  of  the  Depart- 
ment of  the  Interior,  in  behalf  of  the  Chicago  terminal  commis- 
sion, desired  to  offer,  to  be  able  to  inform  the  Commission  as 
to  the  views  of  Chicagoans  as  to  what  should  be  done  about  or 
with  the  most  important  terminal  property  in  that  city. 

Those  parts  of  the  first  section  of  the  interstate  commerce 
law  which  empower  the  Commission  to  control  the  issuance  of 
securities  and  the  extension  and  consolidation  of  railroads  are 
expected  to  give  the  Commission  many  days  of  anxious  thought, 
especially  when  the  financiers  begin  trying  to  avoid  coming  to 
it  with  plans  they  have  made  for  handling  changes  in  the  owner- 
ship of  properties  made  necessary  by  financial  troubles  into 
which  carriers  are  falling  by  reason  of  the  now  disappearing 
slump  in  business.  The  failure  of  estimates  in  the  making  of 
rates,  accurately  to  foreshadow  the  trend  of  events  after  the 
termination  of  federal  control  and  the  six  months  succeeding, 
during  which  Congress  expected  the  managers  of  railroads  so 
to  adjust  their  affairs,  tangled  by  federal  control,  that  the  trans- 
portation system  of  the  country  could  return  to  the  basis  in 
existence  prior  to  the  taking  over  of  the  property  of  the  railroad 
companies,  has  also  contributed  to  the  situation  making  re- 
organizations desirable. 

In  the  reorganization  of  the  Rio  Grande,  its  acquisition  by 
the  Western  Pacific  holding  company,  and  the  organization  of 
the  Rio  Grande  Western,  the  financiers  made  up  a  bundle  of 
questions  the  answering  of  which,  it  is  believed,  will  require 
great  care  by  the  Commission. 

The  most  patent  fact  in  connection  with  the  reorganization, 
so  far  as  the  Commission  is  concerned,  is  the  creation  of  the 
holding  company  which,  if  allowed  to  carry  out  its  plans,  will 
bring  about  a  consolidation  of  the  old  Rio  Grande  and  the  West- 
ern Pacific. 

One  of  the  questions  raised  by  the  proposed  issue  of  securi- 
ties— whether  a  holding  company  shall  be  allowed  to  issue  stock 
without  par,  without  dividend  obligation,  and  without  liability- 
is  novel.  The  fundamental  question  is  as  to  whether  the  hold- 
ing company,  not  being  engaged  in  transportation  as  a  common 
carrier,  but  owning  the  stock  of  two  common  carrier  companies, 
needs  a  certificate  from  the  Commission.  But  if  it  does  not, 
then,  it  has  been  suggested,  the  company  will  have  power  over 
carriers  subject  to  the  act,  without  check  by  the  Commission. 
On  account  of  the  multitude  of  questions  that  have  herein 
been  suggested,  it  is  believed,  the  Commission  will  find  it  de- 
sirable to  withdraw  its  conference  ruling,  so  as  to  keep  as  much 
of  a  rein  on  the  whole  subject  as  it  can  use,  at  least  until  it  has 
made  a  more  thorough  examination  of  the  question  than  was 
the  fact  when  it  made  the  ruling. 


APPLICATION    FOR    EXTENSION 

The  Illinois  Terminal  Railroad  Company  has  applied  to  the 
Commission  for  authority  to  construct  an  extension  of  its  line 
of  railroad  from  Le  Claire,  Madison  county,  to  O'Fallon,  St. 
Clair  county,  all  in  Illinois,  a  total  distance  of  about  14  miles. 
Construction  of  the  extension  would  enable  the  applicant  to 
connect  with  and  interchange  traffic  with  the  Illinois  Central, 
the  Pennsylvania,  the  B.  &  O.,  and  the  L.  &  N.,  and  would 
develop  and  afford  an  outlet  for  the  coal  and  other  properties 
adjacent  thereto  and  in  the  vicinity  thereof,  according  to  the 
application.  For  many  years,  the  company  states,  it  operated  its 
trains  over  the  tracks  of  the  St.  Louis  &  Illinois  Belt  Railroad 
Company  from  Le  Claire  to  Formosa  Junction  in  Madison  county 
and  thus  made  connection  with  the  I.  C.  and  Pennsylvania.  This 
contract  has  been  terminated  and  the  St.  Louis  and  Illinois 
Belt,  it  is  stated,  declines  to  enter  into  a  new  contract, 
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REFINED  OIL  TO  BOWLING  GREEN,  KY. 

A  finding  of  unreasonableness  and  undue  prejudice  and  an 
award  of  reparation  have  been  recommended  to  the  Interstate 
Commerce  Commission  by  Kxaminer  Howard  Hosmer  In  a 
report  on  No.  12053,  Pure  Oil  Company  vs.  Chesapeake  &  Ohio 
Director  Genrral.  1-1  al.,  as  to  a  combination  rate  of  41  cents 
on  i.  lined  oil  from  Cabin  Creek  Junction,  W.  Va.,  to  Bowling 
Civen,  Ky.,  in  effect  on  December  20,  1918. 

The  point  in  the  case  was  that,  after  June  25,  the  com- 
bination rate  from  Cabin  Creek  to  Bowling  Green  was  9  cents 
tii.ulicr  than  before  that  day,  contrary  to  the  rule  which  the 
Railroad  Administration  promulgated  in  Freight  Rate  Authority 
No.  96,  commuting  the  20  per  cent  advance  on  petroleum  and 
Its  products  to  a  specific  of  4.5  per  100  pounds.  The  complain- 
ant called  attention  to  the  fact  that  the  rates  from  Falling  Rock 
Louisville,  Wood  River,  Whiting,  Baton  Rouge  and  Oil  City 
were  increased  only  4.5  cents,  while  Cabin  Creek,  in  competi- 
tion with  the  refineries  at  the  points  mentioned,  was  required 
to  pay  a  double  increase.  The  Examiner  was  not  impressed 
with  the  double  increase  argument  standing  by  itself,  but  he 
came  to  the  conclusion  that  it  was  unreasonable  and  unduly 
prejudicial  to  put  Cabin  Creek  at  such  a  disadvantage  with  other 
refinery  points. 

The  Director  General,  in  arguing  the  case,  said  that  the 
loss  falling  on  the  complainant  was  not  due  to  any  violation 
of  the  law,  but  to  the  voluntary  act  of  the  complainant  In  re- 
funding to  its  customer  the  difference  in  the  increase  from 
Cabin  Creek  in  comparison  with  the  increase  from  other  refin- 
ery points.  It  made  that  refund  so  as  to  hold  its  customer.  The 
Examiner  said  that  the  argument  was  not  sound  at  all.  He  said 
it  was  not  disputed  that  the  complainant  was  a  party  to  the 
transportation  action  and  bore  the  burden  of  the  extra  increase. 

•'Whether  it  was  legally  obliged  to  do  so  (make  refund), 
or  was  actuated  solely  by  considerations  of  commercial  policy, 
is  immaterial.  On  the  facts  shown  the  complainant  was  the 
only  person  to  whom  reparation  could  be  legally  awarded,"  said 
the  Examiner. 

The  amount  of  money  involved  in  the  case,  a  few  cents 
less  than  $25,  was  nothing  in  comparison  with  the  question 
whether  the  complainant  could  be  held  to  have  borne  the  freight 
charges  when  it  sold  the  oil  F.  O.  B.  refinery  and  then  refunded 
the  differences  in  increases  so  as  to  hold  the  customer.  The 
Examiner  did  not  discuss  the  question  beyond  the  statement 
that  it  was  immaterial.  Before  saying  that,  however,  he  called 
attention  to  the  fact  that  the  Cabin  Creek  refinery  was  in  com- 
petition with  one  at  Falling  Rock,  that  Cabin  Creek  is  1.5  miles 
nearer  Bowling  Green  than  Falling  Rock,  and  that  prior  to  June 
25,  the  rate  from  Cabin  Creek  was  half  a  cent  lower  than  from 
Falling  Rock.  After  that  day  the  rate  from  Cabin  Creek  was 
4  cents  higher  than  from  Falling  Rock.  Therefore  he  concluded 
that  the  rate  from  Cabin  Creek  was  both  unreasonable  and  un- 
duly prejudicial. 

RATES  ON  COAL  FROM  TENN.  MINES 

As  seen  by  Examiner  J.  Edgar  Smith,  rates  on  coal  from 
mines  in  Tennessee  served  by  the  Tennessee  Central  to  Nash- 
ville, and  from  mines  in  western  Kentucky  served  by  the  Louis- 
ville &  Nashville,  also  to  Nashville,  in  various  periods  in  1918. 
Therefore  he  has  recommended  the  dismissal  of  the  complaints 
and  parts  of  complaints  that  the  rates  to  Nashville  were  unrea- 
sonable and  unduly  prejudicial,  bracketed  with  No.  11287,  Traffic 
Bureau  of  Nashville,  et  al.  vs.  Louisville  &  Nashville,  Director 
General,  et  al.  The  cases  joined  with  the  one  mentioned  are 
No.  11523,  City  of  Clarksville,  Tenn.,  et  al.  vs.  L.  &  N.,  Director 
General,  et  al.;  No.  11562,  Walter  Cain,  special  auditor  of  the 
state  of  Tennessee  vs.  L.  &  N.,  Director  General  et  al.,  and 
No.  11562  (sub-No.  1).  Railroad  and  Public  Utilities  Commis- 
sion of  Tennessee  vs.  Director  General. 

Smith  recommended,  however,  a  holding  that  the  rates  on 
coal  to  Clarksville  from  mines  to  Western  Kentucky  served  by 
the  Louisville  &  Nashville  be  held  unreasonable  because  and 
to  the  extent  that  they  exceeded  those  contemporaneously  in 
effect  from  the  same  mines  to  Nashville  and  that  reparation 
be  awarded  on  all  shipments  from  those  mines  to  Clarksville 
moving  after  November  6,  1919. 

While  the  complaints  look  complicated,  Smith  treats  them 
as  really  involving  only  two  questions — namely,  whether  the 
rates  of  $1.30  from  mines  on  the  Tennessee  Central,  in  effect 
from  June  25,  1918,  to  October  28,  1919,  and  $1.20  in  effect  from 
the  same  mines  to  the  same  destination  to  the  end  of  federal 
control  were  just  and  reasonable,  and  second,  if  not,  should 
reparation  be  ordered.  In  the  final  analysis  he  concluded  that 
the  question  of  reparation  was  the  only  one  really  in  issue. 


Tin-  only  unusual  f.  atun-  of  the  case  was  that  presented 
by  the  fact  that  for  thf  firm  time  the  rates  on  coal  from  mine* 
In  eastern  Ttnnosgee,  via  the  Tennewee  Central,  to  Na»hvill.- 
were  directly  before  the  Commission.  The  rateH  on  coal  from 
mines  In  western  Kentucky  to  Nanhvllle  were  often  before  the 
Commission  prior  to  the  beginning  of  federal  control. 

It  was  stipulated  between  tin-  parties  that  the  Clarknvilli- 
case  should  turn  on  the  Nashville  feature  of  the  case. 

As  a  result  of  the  Commission's  decision  In  the  fifteen  per 
cent  case,  and  Nashville  Traffic  Bureau  vs.  L.  tt  N.  28.  I.  C.  C. 
533,  and  63  I.  C.  C.  27,  certain  differences  In  rates  from  the 
fields  competing  for  the  trade  at  Nashville  and  Clark«vllle  ex- 
isted on  June  24,  1918,  the  day  before  General  Order  No.  28 
became  effective.  The  differences  in  rates  were  not  differen- 
tials, but  reflected  commercial  and  carrier  competition  at  Nasli 
ville,  and  In  theory  the  differences  were  produced  by  the  volun- 
tary acts  of  the  highly  competitive  carriers. 

On  the  day  before  Director  General  McAdoo's  order  No. 
28  became  operative,  a  rate  of  90  cents  prevailed  from  mines 
in  western  Kentucky  served  by  the  L.  &  N.  The  same  rate 
applied  from  the  mines  In  eastern  Tennessee  served  by  the 
Tennessee  Central.  From  Illinois  Central  mines  in  western  Ken- 
tucky, and  from  mines  in  Alabama  .and  Tennessee  on  the  Nash- 
ville, Chattanooga  &  St.  Louis,  the  rates  were  ten  cents  higher. 

The  complainants  tried  to  make  the  case  turn  on  an  inter- 
pretation of  General  Order  No.  28,  but  the  Examiner  said  that 
that  way  of  proving  the  reasonableness  of  a  rate  or  rates,  was 
disposed  of  in  the  Parlin  &  Orendorff  and  other  cases  long  ago. 

At  the  hearing  it  was  agreed  that,  the  extent  that  the  rates 
from  the  western  Kentucky  mines  on  the  L.  &  N.  to  Clarks- 
ville  exceeded  the  rates  to  Nashville,  they  were  unreasonable 
and  that  reparation  should  be  made. 


RATES  ON  LIQUID  GAS  CONDENSATES 

Assistant  Chief  Examiner  Ulysses  Butler,  in  a  tentative  re- 
port on  No.  10966,  Southern  Carbon  Co.  vs.  Arkansas  £  Louisiana 
Midland  Railway,  Director-general,  et  al.,  has  recommended  a 
holding  that  the  rates  on  gasoline  from  Fairbanks,  Spyker, 
Guthrie  and  other  points  in  Louisiana,  in  the  so-called  Monroe 
District,  to  Baton  Rouge  and  New  Orleans,  via  interstate  routes, 
and  to  Vicksburg,  Memphis,  St.  Louis.  E.  St.  Louis,  Cairo,  Chi- 
cago, Cincinnati,  Columbus,  Cleveland,  Toledo,  Pittsburgh,  Balti- 
more and  New  York  were  and  are  unreasonable.  He  has  also 
recommended  reparation  on  shipments  from  Spyker,  Fairbanks 
and  Guthrie  to  Toledo.  The  report  also  covers  No.  11008  and 
No.  11246,  Same  vs.  Alabama  &  Vicksburg,  and  parts  of  fourth 
section  applications  (01  and  632. 

The  question  at  issue  in  this  case  was  as  to  whether  ab- 
sorption process  gasoline  is  really  a  gasoline.  The  railroads  con- 
tended that  the  commodity  was  not  gasoline  as  the  term  is  com- 
monly understood.  The  Commission's  regulations  for  the  trans- 
portation of  dangerous  articles  provide  that  when  liquid  con- 
densates  from  natural  gas  are  made  either  by  the  compression  or 
the  absorption  process,  alone  or  blended  with  other  petroleum 
products  are  of  vapor  pressure  at  100  degrees  F.,  not  exceeding 
10  pounds  per  square  inch,  they  must  be  described  and  shipped 
as  gasoline  or  as  casing-head  gasoline;  and  when  the  vapor 
pressure  exceeds  10  pounds  per  square  inch,  they  must  be  shipped 
as  liquefied  petroleum  gas.  Butler  said  that  the  testimony 
showed  that  the  product  that  was  shipped  would  come  within  the 
definition  of  gasoline.  He  further  pointed  out  that  under  the 
decision  of  the  Aiken  Gasoline  Co.  vs.  Director-general,  57  I.  C.  C. 
133,  gasoline  and  liquefied  petroleum  gas  should  take  the  same 
rate. 

The  carriers  imposed  the  full  fifth  class  rate  on  the  ship- 
ments of  the  products  of  the  natural  gas  gasoline  plants  in  the 
Monroe  district  instead  of  giving  it  the  genefit  of  the  lower 
commodity  rates.  They  contended  that  fifth  class  under  the 
conditions  of  this  case  would  not  be  out  of  proportion  to  the 
service  performed. 

Butler  said  the  Commission  should  find  that  the  commodity 
in  question  was  gasoline;  that  reasonable  rates  on  gasoline  from 
the  so-called  Monroe  District  should  not  have  exceeded  the  rates 
on  gasoline  contemporaneously  in  effect  from  Shreveport  and 
that  the  present  rates  from  and  to  the  points  in  question  are  and 
for  the  future  will  be  unreasonable  to  the  extent  that  they  ex- 
ceed or  may  exceed  the  rates  contemporaneously  in  effect  on 
gasoline  from  Shreveport  to  the  same  destinations.  With  respect 
to  Baton  Rouge  and  New  Orleans,  the  finding  relates  only  to 
rates  over  interstate  routes. 

No  action  was  necessary  on  the  fourth  section  applications 
because  defendant  showed  that  Spyker,  Fairbanks  and  other 
points  of  origin  are  not  intermediate  to  Shreveport  via  any  of 
the  routes  over  which  the  rates  applied. 
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KEROSENE  AND  GASOLINE 

A  recommendation  that  a  rate  of  22.5  cents  on  kerosen.e  and 
gasoline  from  Lexington.  Ky.,  to  Cincinnati,  in  effect  from  Janu- 
arv  29  to  February  1,  1920,  be  held  unreasonable  has  been  maw 
in  No  12043,  Moore  Oil  Refining  Co.  vs.  Cincinnati,  New  Orleans 
ft  Texas  Pacific,  director  general,  et  al.,  by  Examiner  Howard 
Hosmer  He  thinks  that  rate,  th?  full  filth  class,  should  be 
held  unreasonable  because  and  to  the  extent  that  it  exceeded 
a  rate  of  14.5  cents  contemporaneously  in  effect  from  points 
on  the  McRoberts  branch  of  the  Louisville  &  Nashville  to  Cin- 
cinnati. Four  days  after  the  last  of  the  shipments  mentioned 
In  the  complaint  were  made,  the  14.5  cent  rate  was  established 
from  Lexington  to  Cincinnati. 

The  gasoline  and  kerosene  involved  in  this  complaint  origi- 
nated at  a  new  refinery  at  Lexington.  It  asked  the  railroads, 
before  it  began  shipping  to  establish  the  14.5  cent  rate,  but  it 
was  not  published  until  after  shipments  began  being  made. 
The  claim  of  undue  prejudice  was  founded  on  the  fact  that  the 
14.5  cent  rate  applied  from  Pryse,  on  the  L.  &  N.  The  director 
general  tried  to  Justify  the  imposition  of  the  full  class  rate  on  the 
ground  that  the  14.5  cent  rate  was  an  experiment,  and  that  full 
class  rates  on  oil  were  not  uncommon  in  the  south. 

Another  argument  made  was  that  the  complainant  could 
have  bought  gasoline  and  keresone  at  Wyse  instead  of  Lexing- 
ton, and  thus  have  avoided  the  high  rate  from  that  point. 

COMMUTATION  FARES  AT  NEW  ALBANY,  IND. 
In  a  report  to  the  Commission  on  No.  12018,  City  of  New 
Albany,  Ind.,  and  Robert  W.  Morris  vs.  Louisville  &  Northern 
Railway  &  Lighting  Co.,  Examiner  Myron  Witters  recommends 
that  the  interurban  electric  defendant  be  required  to  establish 
a  commutation  fare  of  8  cents.  At  present  the  fare  is  10  cents 
for  a  single  trip.  The  complainants  asked  for  a  straight  fare 
of  7  cents.  The  examiner  recommended  a  holding  that  the  10- 
cent  fare  be  held  not  unreasonable  except  and  insofar  as  it  is 
not  coupled  up  with  an  offer  of  a  commutation  fare  of  8  cents. 
The  present  single  trip  fare  was  raised  from  7  to  10  cents  last 
November.  The  examiner  said  that  one-third  of  the  increase  of 
three  cents  was  being  paid  to  the  Louisville  Railway  Company 
without  any  showing  that  that  company  was  entitled  to  an  in- 
creased rental  for  the  use  of  its  tracks  and  power. 

RATES  ON  NEWSPRINT,  BOOK  PAPER,  ETC. 

Examiner  Howard  Hosmer  has  recommended  the  dismissal 
of  No.  12019,  Ault  &  Wiborg  Co.  vs.  Chicago,  Milwaukee  &  St. 
Paul,  et  al.,  on  a  holding  that  the  rates  on  newsprint,  book  and 
writing  paper,  in  carloads,  from  Ladysmith,  Wis.,  Kalamazoo, 
Mich.,  and  Hamilton  and  Urbana,  O.,  to  Tacoma,  Wash.,  and 
Vancouver,  B.  C.,  for  export  to  China,  in  the  period  from  De- 
cember 5,  1918,  to  February  27,  1919,  were  not  unreasonable 
or  otherwise  unlawful.  The  complainant  contended  they  were 
unreasonable  and  unduly  prejudicial  to  the  extent  that  they  ex- 
ceeded 90  cents  per  100  pounds  and  asked  for  reparation  amount- 
ing to  $3,895. 

The  Examiner  said  the  testimony  was  confined  almost  ex- 
clusively to  proving  that  the  complainant  made  shipments  and 
bore  the  freight  charges  and  that  it  relied  for  proof  of  unrea- 
sonableness almost  wholly  on  the  fact  that  the  rates  of  $1.25 
and  $1.375  were  reduced  in  April,  1919  to  90  cents.  The  Director 
General  said  the  reduction  was  made  to  meet  water  competition 
and  not  as  a  confession  that  the  higher  rates  were  unreason- 
able. 


RATES   ON   TOBACCO 

Examiner  John  T.  Money,  in  a  tentative  report  on  No.  11787, 
Roth  Tobacco  Co.  vs.  St.  Louis-San  Francisco  et  al.,  has  recom- 
mended a  holding  of  unreasonableness  and  undue  prejudice  as 
to  rates  on  unmanufactured  leaf  tobacco,  in  hogshead,  any  quan- 
tity, from  points  in  Kentucky,  Tennessee  and  Indiana  to  Cape 
Girardeau,  Mo.  His  recommendation  is  that  the  rate  from  Mur- 
ray, Ky.,  Is  unduly  prejudicial  to  the  extent  that  the  factor  from 
Paducah  to  Cairo  exceeds  17  cents;  and  from  Gallatin,  Spring- 
field, Westmoreland,  Hartsville  and  Carthage,  Tenn. ;  Franklin, 
Hopklnsvllle  and  Murray,  Ky.,  and  Booneville,  Ind.,  to  the  extent 
that  the  factor  from  Cairo  to  Cape  Girardeau  exceeds  or  may 
have  exceeded  17  cents,  on  a  minimum,  for  carloads,  22,000 
pounds.  He  also  recommended  reparation. 


RATES  ON  PETROLEUM  PRODUCTS 

Examiner  Bronson  Jewell  has  recommended  the  dismissal 
of  No.  11910,  James  A.  Coad  vs.  Chicago,  St.  Paul,  Minneapolis 
&  Omaha,  director-general,  et  al.,  on  a  holding  that  the  rates  on 
petroleum  products  from  the  midcontinent  field  in  Kansas  and 
Oklahoma  to  Alton,  la.,  Pipestone,  Minn.,  and  Beresford,  S.  D., 
have  not  been  shown  to  be  unreasonable  or  otherwise  unlawful. 


N.  Y.  C.  &  ST.  L.  NOTES 

Authority  has  been  granted  by  the  Commission  to  the  New 
York,  Chicago  &  St.  Louis  Railroad  Company  to  pledge  and  re- 
pledge  from  time  to  time  all  or  part  of  $1,036,000  of  second 
and  improvement  mortgage  bonds  as  security  for  short-term 
notcH. 


FREIGHTS  AND  CHARTERS 

(Issued  by  U.  S.  Shipping  Board.) 
April  28 

As  an  example  of  the  condition  in  the  time  charter  market  j 
is  reported  that  one  owner  offered  his  vessel  tor  a  West  Indie 
round  trip  at  $1.75  a  ton,  but  was  unable  to  obtain  cargo.  A  good 
Reamer  is  offered  for  coal  from  Hampton  Roads  to  the  Canary 
IsfanTs  at  $4.50  a  ton,  while  another  vessel  is  offered  for  lumber 
from  a  gulf  port  to  Italy  at  $18  per  1,000  feet. 

The  inquiry  for  grain  from  the  Northern   Range   and  Gulf 
has  been  steady  and  business  is  also  being  done   in   Canadian ' 
grain  from  the  St.  Lawrence  at  recent  rates. 

From  the  River  Plate  the  handy  sized  tonnage  is  being  fixed 
for  Europe  at  40s;  for  the  larger  sizes  shippers  will  only  paj 

3'S  The° number  of  liners  available  for  cargoes  from  the  Far 
East  Australia  and  the  Pacific,  is  keeping  the  United  Kingdom 
markets  in  shippers'  favor;  from  the  North  Pacific  a  drop  of 
15s  is  notable  for  grain  to  United  Kingdom  and  Continent 

During  the  course  of  the  current  month  an  improvement  tool 
place  in  rates  for  heavy  grain  from  Buenos  Aires  to  North  I 
ropean  ports,  and  these  rose  from  20s  to  30s.    About  the  middle 
of  the  month   the   rate  declined   to   about   25s,   which   may   1 
considered  current  rate  to  the  usual  direct  ports  in  United  I 
dom  and  North  Continent. 

Great  congestion  continues  at  Buenos  Aires,  and  i 
with  general  cargo  still  experience  from  15  to  20  days'  detention 
before  obtaining  quay  berth. 

At  Santos,  port  and  custom  house  warehouses  continue  1 
be  congested,  although  the  strike  among  dock  laborers  is  ended. 

A  telegram  from  the  consul  at  Vera  Cruz,  Mexico,  shows  a 
improvement  of  conditions  at  that  port.    On  April  16  there  were 
25  000  tons  of  freight  in  port,  and  during  the  week  ending  Aprl 
23?  the  receipts  amounted  to  2,292  tons,  while  shipments   from 
the  port  by  rail  amounted  to  5,300  tons. 

April  29 

Forwarding  agents  yesterday  reported  a  little  more  indica- 
tion of  new  business.  It  was  thought  that  South  American  and 
West  Indies  markets  ware  slightly  better,  and  ships  are  carry- 
ing more  cargo  than  for  some  time. 

Warehouses  at  Havana  are  reported  to  be  well  stocked  will 
sugar,  and  American  refineries  are  waiting  for  it  to  arrive  at 
North  Atlantic  ports,  but  steamship  companies  can  not  see  their 
way  to  handle  the  commodity  at  18c  from  North  Side  and  22c 
from  the  South  Side. 

It  is  thought  possible  that  some  shippers  are  holding  their 
merchandise  back  just  at  present,  pending  the  settlement  of  the 
existing  maratime  labor  trouble,  not  wishing  to  send  their  goods 
to  a  port  where  they  are  liable  to  be  held  up  for  days  or  weeks 
before  discharge. 

Grain  is  moving  slowly  from  Atlantic  ports.  Montreal  ii 
asking  for  tonnage  on  the  basis  of  6s  6d  per  quarter  for  heavy 
cereals,  while  Gulf-U.  K.  indicates  7s  to  7s  3d,  with  Greece  or 
West  Italy  8s  to  8s  3d.  Phosphate,  sulphur,  case  oil  and  general 
cargo  are  quiet. 

It  is  reported  that  the  Lloyd  Royal  Beige  will  start  a  regular 
service  between  China  and  Europe,  to  be  maintained  by  four 
steamers  now  being  built,  sailings  to  be  between  Shanghai,  Ant- 
werp, Rotterdam  and  Hamburg. 

According  to  the  Berlin  representative  of  the  Dept.  of  Com- 
merce, Germany,  by  the  end  of  the  first  quarter  of  1921,  will  have 
added  150,000  to  180,000  tons  to  her  merchant  fleet. 

The  arrival  of  the  first  British  trading  vessels  in  South 
Russia,  laden  with  grain  and  agricultural  machinery,  is  reported 
by  the  Bolshevik  newspapers. 

Charters 

Str.  Etna  Maru  (Jap.),  9,500  tons,  10  per  cent.  Bahia  Blanca  to 
United  Kingdom  or  Continent,  38s  6d,  with  full  option,  prompt. 

Str.  Arno  Mendi  (Span.),  3.452  tons,  Atlantic  range  to  Gibraltar, 
coal,  $5.57:  option,  West  Italy.  $G:  May. 

Str.  Elhergen  (Dutch),  gulf  port  to  Hull,  with  26,000  quarters  of 
grain,  7s  6d;  May. 

Strs.  Gorbes  Mendi  (Span.).  24.000  quarters  grain,  and  Polyktor 
(Br.).  23.000  quarters  grain,  a  gulf  port  to  West  Italy,  8s:  May. 

Str.  Truro  City  (Br.),  2,689  tons,  Atlantic  range"  to  Rio  Janeiro  or 
River  Plate,  with  coal.  $5.75. 

April   30 

In  some  directions  the  market  shows  slight  signs  of  im- 
provement, while  others  continue  inert.  One  forwarding  house 
received  orders  from  a  solicitor  for  1,000  tons  of  general  cargo 
for  the  Orient.  While  during  normal  times  this  would  not  create 
comment,  under  present  conditions,  1,000  tons  toward  a  ship's 
cargo  is  considered  progress. 

At  present  there  is  a  fair  amount  of  steel  rails  and  sheets 
being  shipped  to  China  from  Mobile,  Ala.,  presumably  in  Isthmian 
Line  vessels  but  whatever  cotton  is  going  to  the  Far  East  is 
transported  in  Japanese  bottoms. 

From  the  Northwest,  Pacific  lumber  is  moving  to  the  Orient 
as  fast  as  suitable  tonnage  can  be  secured,  but  grain  is  the  big 
item  of  the  moment.  Seventeen  ships  are  now  loading  or  wait- 
ing to  load  grain  at  Portland,  Ore.,  for  European  ports. 

Imports  from  the  Far  East  have  shown  more  life  recently. 


May  7.   I  HIM 
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TIi.    ijiiestion  of  water  transportation  aw  a  means  of  nolvlng 

the  loin;  haul  problem  of  Pacific  CoaHt  growers  hinges  upon  the 

installation  of  refrigerated  stowage  on  steamers  engaged  In  In- 

il  service,  and  on  ample  storage  facilities  at  the  various 

Charters 
Sir.    locols    (Cr.i.    3,292    tons,     \tlantlc    rungr   to    \\Ynt    Italy,    coal, 

prompt. 

Sir.   Kailyku  (.Jap.),  Atlantic  range  to  1'ort  Said,  coal.  35s:  prompt. 
Str.   Mom.  i  i    i  Hi.).   ;;.::M!   tons,  six  months'  time  charter  in  trans- 

MlMliI  !'•    1  lade.    i;s   itil.    delivery     1".    K. 

so      Weai-pool    (Hr.).    Canadinn    port    to    United    Kingdom,    26,000 

iiin,   Us  "'id:   May. 

Str.  l-'lexton  (Br.),  .Vontreal  to  Hamburg.  25,000  quarters  grain. 
:'('..  I '-i  I"11  Iks. 

"Str.    MoUta    (lir.).   2.475  tons,   Atlantic   range   to  Gibraltar  or  West 
Itaiy.  roa!.   $5.75. 

Str.    l|. •-•riii  (lir.).  2,317  tons,  Atlantic  range  to  Gibraltar,  Ornn  and 

I.   $(>. 
Str.    N'ouryon    (nan.),    2.397    tons,    Atlantic    range    to   Cape   Verde 

•  or  Canary  Islands,  ccal,  30s. 
Str.  Stefani.a    (I  r.i.    l.l.~>!i  tons,  a  gulf  port  to  River  i'late,  lumber, 

it-  wood  charter;  May  steamer. 

Su  K>  II. ei-gen  (IHi.).  2,964  tons.  Atlantic  range  to  River  Plate, 
coal.  Si;:  \\Ylsh  form. 

Str.   Albany   (lir.),  2,223  tons,  Atlantic  range  to  Uio  Janeiro,  coal. 

tl      I.'IIIIS. 

Sir      \ntinous    (Dr.),    2,962    tons.    Atlantic    range    to    Pernambuco, 

coal.  ?t;.:i5. 

May  2 

Indications  point  to  a  growing  activity  in  the  coal  charter 
market  unless  the  British  strike  should  come  to  a  sudden  end. 

Grain    exports   from    the    North    Atlantic    have    temporarily 

id'ed,  but  from  the  Gulf  and  Pacific  Northwest  the  move- 
ment is  still  heavy. 

The  Japanese  steamer  Tokyo  Maru  cleared  from  Portland 
recently  for  the  West  Coast  of  South  America  with  large  ship- 
ments of  wheat  and  flour,  this  being  the  first  wheat  to  go  from 
Portland  to  South  America  for  several  years. 

It  is  reported  that  another  effort  will  be  made  next  month 
to  start  a  direct  service  between  Boston  and  Mexico,  the  launch- 
ing of  the  venture  depending  upon  the  amount  of  freight  offer- 
ing. 

The  charter  market  has  shown  somewhat  greater  activity, 
and  it  is  hoped  that  the  low  level  in  exports  has  been  reached. 

Charters 

Steamer,  6.000  tons,  10  per  cent,  San  Lorenzo  or  Bahia  Blanca  to 
I'nited  Kingdom  or  Continent,  reported  at  42s  6d.  with  options;  April. 

Str.  Orani.  9,000  tons,  Portland,  Ore.,  to  Continent,  $10,  wheat. 

Steamer,  9,500  tons,  Columbia  River  to  United  Kingdom,  $10.50, 
grain. 

St. •.•liner,  27,000  quarters.  Montreal  to  United  Kingdom,  6s  6d;  May. 

Sch.  J.  W.  Clise  (Nor.),  715  tons,  net  register,  Puget  Sound  to 
Callao,  $17.  lumber. 

Str.    Hollinside,    26,000    quarters,    gulf   to    United   Kingdom,    7s    9d, 
grain.  May  5.  canceling. 

Str.  Salacia,  3,311  tons,  gulf  to  picked  ports.  United  Kingdom, 
7*--  3d;  early  May. 

St.  amer,  27,000  quarters,  Montreal  to  United  Kingdom,  6s  6d;  May. 

Steamer,  30.000  quarters,  gulf  to  United  Kingdom,  7s  3d;  May. 

Steamer,  gulf  to  Italy.  8s:  prompt. 

Steamer,  6,000  tons,  Baltimore,  Philadelphia  or  Virginia  to  Venice, 
coal:  prompt. 

Steamer,  Northern  Range  to  West  Italy,  $6.25  May  (reported). 

Str.  Bisley,  6,200  tons,  San  Lorenzo  to  United  Kingdom,  41s  3d. 

Steamer.  6.200  tons.  San  Lorenzo  to  United  Kingdom  or  Continent, 
42s  6d;  or  Bahia  Blanca,  45s. 

Str.  Coquetmede,  5,800  tons,  San  Lorenzo  to  United  Kingdom  or 
Continent,  42s  6d  option;  Bahia  Blanca,  2s  6d  extra;  heavy  grain; 
prompt. 

Str.  Santiago,  New  York  to  Tampico  or  Vera  Cruz,  general  cargo, 
private  terms. 

Str.  Pisco  (Fr.),  4,389  tons,  a  gulf  port  to  United  Kingdom  or  Con- 
tinent, cotton,  95s,  Form  6. 

Steamer  (Jap.),  6.000  tons  of  cargo,  Atlantic  range  to  West  Italy, 
coal.  $5.00.  Welsh  form:  May. 

Str.   Gunaratuba   (Braz.),  Atlantic  range  to  Gibraltar,   for  orders, 
private  terms;  prompt. 

Sirs.  Schroon,  3,512  tons,  and  Effna.  Atlantic  range  to  Lisbon, 
coal,  private  terms:  prompt. 

Str.  Clan  Mackinnon  (Br.).  3,049  tons,  Norfolk  to  Las  Pamas,  coal, 
private  terms;  prompt. 

Str.  Everset  (Br.),  1,396  tons,  Atlantic  range  to  Canary  Islands, 
coal,  $5.50. 

Str.  Virturia  Veneda  (Hal.),  2,627  tons,  Norfolk  to  Dakar,  coal, 
private  terms. 

Str.   Freemantle   (Fr.),   3.719  tons,  Atlantic  Range  to  River  Plate, 
$5.75. 

Str.  San  Tiego  (Br.).  2,347  tons,  Atlantic  range  to  River  Plate, 
coal.  $5.75. 

Str.  Plainfleld,  1.582  tons,  Norfolk  to  Para,  coal,  private  terms: 
prompt. 

Srlir.  Dustin  C.  Cressey.  768  tons,  Boston  to  Danzig,  shoes  and 
manufactured  merchandise.  $12  per  ton;  May. 

Str.  Doric,  4,600  tons.  San  Lorenzo, -Bahia  Blanca  or  United  King- 
dom-Continent, 40s;  Mediterranean  discharge,  3s  6d  per  ton  extra; 
heavy  grain. 

Str.  Dolores  de  la  Torre.  1.958  tons,  n.  r.,  San  Lorenzo  to  United 
Kingdom  or  Continent,  36s  3d.  heavy  grain:  .June 

Steamer,   4.700   tons,   Bahia  Blanca   to  United   Kingdom   or  Conti- 
.  40s,  heavy  grain,  spot. 

Str.    John    Adams.    6,148    tons,    n.    r.,    gulf   to    Greece,    7s    9d    per 
•  r,  one  port  of  discharge:  8s  two  ports,  heavy  grain. 

Str.  Kalypso  Vergotti,  7,000  tons,  northern  range  to  Port  Said,  35s, 
coal:  prompt. 

St.  amer,  6,000  tons,  northern  range  to  St.  Vincent,  22s  6d;  coal; 
prompt. 

Str.  Irma  Woermann,  1,454  tons,  n.  r.,  gulf  to  Hamburg.  $6.50,  sul- 
phur; May. 

Str.  Rlvadeo  to  Rotterdam.  8s:  prompt. 

May  3   • 

There  is  a  noticeable  decline  in  the  number  of  vessels  leav- 
ing in  ballast,  and  in  spite  of  the  prevalence  of  pessimism,  some 


forwanliiiK  concerns  report  slight  linprovvinent,  and  arc  dis- 
inclined ID  Iliink  that  '.  many  inquiries  eati  eonie  from  reliable 
sources  without  a  certain  pen-enlace  crystalli/lng  Into  actual 
business. 

The  coal  feature  shows  a  fairly  firm  tone,  and  rate*  have 
been  fairly  well  sustained.  Prompt  tonnage  for  Mediterranean 
ports  has  been  more  active  than  In  any  other  direction. 

Grain  from  North  Atlantic  ports  has  shown  lens  activity  of 
late,  only  now  and  then  a  ship  going  out  of  Portland,  Maine. 
Gulf  ports  appear  less  active,  but  the  West  Coast,  particularly 
at  Portland,  Ore.,  cereals  are  moving  to  Kurope  and  South 
America,  with  flour  to  the  latter  composing  a  good  part  of  ship- 
ments. 

Vessels  are  offering  freely  for  May  loading,  and  In  sufficient 
quantities  to  care  for  all  requirements. 

Unusual  activity  has  featured  for  the  past  month  in  the 
Los  Angeles  harbor,  due  largely  to  the  arrivals  and  departures  of 
vessels  initiating  new  services,  largely  transpacific. 

The  amount  of  Greek  tonnage  now  idle  is  said  to  be  approxi- 
mately half  a  million  tons. 

Charters 

Str.  Cabo  Villano  (Span.).  3,300  tons,  part  cargo  to  Nice:  $5.35. 

Str.  Arno  Mendl  (Span.),  3,452  tons,  $5.57  Ulbralter,  option  West 
Italy.  $6:  April-May. 

Str.  Eastern  Light  (Am.),  5,477  tons,  prompt,  option  Oran  or 
Algiers. 

Sir.  Mokta   (lir.).  2.475  tons,  $5.75.  prompt,  option  West  Italy. 

Str.  Orient  (Am.).  3,058  tons,  $5.70.  two  ports,  prompt,  option  Oran 
or  Algiers. 

Str.   Kaikyu  Maru   (Jap.).  5.046  tons.  Portland,  33s:  prompt. 

Str.  lolcos  (Gr.),  3,192  tons,  West  Italy.  $5.75;  prompt. 

Str.  Iperia  (Br.).  2,147  tons,  $6:  prompt. 

Str.  Nordleys  (Dan.).  2,307  tons,  30s,  prompt,  Cape  Verde:  option, 
Madeira  or  Canary  Islands. 

Str.  Everest  (Br.),  1.322  tons.  Canary  Islands.  $5.50  prompt. 

Str.  Airedale  (Br.).  1,949  tons,  Atlantic  range,  at  about  $5.50:   May. 

Str.  Africanic  (Swed.),  2,689  tons,  Rio  Janeiro,  $5.75,  May;  option. 
River  Plate. 

Str.  Kelbergen  (Du.).  2,964  tons,  Rio  Janeiro.  $6;  Welsh  form: 
prompt. 

Str.  Freemantle  (Fr.).  3,719  tons.  Rio  Janeiro.  $5.75;  prompt. 

Str.  Buda  (Br.).  2,492  tons,  Ibicuy,  $6.35:  May. 

Str.  Lane  Fithian,  1,669  tons.  Chile.  $5.75;  May. 

Str.  Antinous  (Br.).  2.362  tons.  Pernambuco.  $6.35:  May. 

Str.  Niewa  Maru  (Jap).  Montreal  to  Antwerp  or  Rotterdam,  21,000 
quarters  grain,  22c.  or  Hamburg,  24c:  May. 

Str.  Swainby  (Br.).  a  gulf  port  to  I'nited  Kingdom,  33,000  quarters 
grain,  7s  4^d:  May. 

Steamer,  6.000  tons  cargo.  Atlantic  range  to  Dublin,  coal.  $5.25. 

Steamer,  5,000  tons  cargo.  Atlantic  range  to  Belfast,  coal.  $5.25. 

May  4 

In  spite  of  the  alleged  dearth,  May  4,  in  ocean  freights  re- 
ported by  many  American  steamship  companies  whose  ships  are 
departing  with  only  partial  cargoes,  the  Japanses  lines  appear  to 
be  busy.  These  sailings,  loaded  to  the  hatches,  and  return  voy- 
ages bring  100  per  cent  cargo.  These  ships  belong  to  the  con- 
ference, and  are  supposed  to  maintain  the  conference  schedule. 

Considering  the  market  generally,  there  Is  no  noticeable 
change;  in  fact  business  is  hesitating  somewhat  pending  a  settle- 
ment of  the  threatened  strike  of  marine  workers. 

Grain  from  the  northern  range  has  ceased  to  move  for  the 
present,  as  comparatively  little  cereal  is  reaching  tide  water  from 
the  Northwest  grain  belt. 

Great  care  is  being  exercised  in  the  allotment  of  bunker  coal 
in  England  it  is  reported,  in  order  to  conserve  the  supply  as  far 
as  possible;  hence,  there  could  not  be  a  free  movement  of  tonnage 
even  though  business  could  be  obtained. 

Exports  from  the  U.  S.  to  the  Dutch  East  Indies  have  In- 
creased 153  per  cent  in  value  from  1918  to  1920,  100  per  cent  tak- 
ing place  in  1919.  Among  the  commodities  of  the  highest  value 
may  be  listed  automobiles,  steel  rails,  illuminating  and  lubricating 
oils,  sewing  machines,  structural  iron  and  steel,  tin  plates,  etc. 

Charters 

Str.  Osterdal.  5,500  tons,  10  per  cent,  Rosario  to  United  Kingdom, 
Gibraltar,  Hamburg  range,  38s  9d,  heavy  grain:  May. 

Str.  Otavi.  6,000  tons.  10  per  cent.  San  Lorenzo  to  United  King- 
dom, Gibraltar,  Hanburg  range,  37s  6d,  heavy  grain  with  options; 
July-August. 

Str.  Tempestuous.  5,000  tons.  10  per  cent.  Bahia  Blanca  to  United 
Kingdom,  Gibraltar.  Hamburg  range,  43s,  undipped  oats:  May. 

Steamer,  5.500  tons.  10  per  cent,  San  Lorenzo  to  United  Kingdom, 
Gibraltar,  Hamburg  range,  40s,  heavy  grain:  May  10-31. 

Steamer  Sarmatia  (Dan.),  1,438  tons.  Philadelphia  to  Cienfuegos. 
coal,  private  terms;  prompt. 

Steamer  Hesleyslde  (Br.),  2.518  tons,  Philadelphia  to  Europe, 
grain,  private  terms. 

Str.  Nanerlc  (Br.).  3.029  tons.  Philadelphia  to  East  Indies,  general 
cargo,  private  terms:  May. 

Strs.  Cognlna,  1.280  tons,  and  Granfos  (Nor.),  890  tons,  Cuba  to 
Philadelphia,  supnr.  private  terms:  May. 

Str.  Toledo  Bridge,  2,147  tons,  Chrlstlanla  to  Philadelphia,  wood 
pulp,  private  terms. 

Str.  Seapool  (Br.),  Montreal  to  I'nited  Kingdom.  25.000  or.  grain, 
•5s  lV4d.  option  Antwerp,  Rotterdam  or  Hamburg,  27s  Canadian  i-ur- 
rency;  May. 

Str.  Portfleld  (Br.),  3,218  tons,  Norfolk  to  Las  Palmas,  coal,  pri- 
vate terms;  prompt. 

Str.  Baarn  (Du.)  3.2S2  tons.  Atlantic  range  to  Rio,  coal.  $5.75: 
"rompt. 

Str.  Marshal  Allenhy  (Br.).  1,565  tons.  Atlantic  range  to  Plate, 
coal,  private  terms;  prompt. 

Str.  Yuru  Maru  (Jap.),  5,665  tons.  Norfolk  to  Rio.  coal,  private 
terms. 

Str.  W.  P.  Palmer.  1,609  tons.  Philadelphia  or  New  York  to  St. 
Johns.  N.  F..  coal,  private  terms;  prompt. 

Str.    Rene    (s.    v.),    1976    tons,    n.    r.,    Ruenos    Aires,    Ln    Plata    to 
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United  Kingdom  or  continent.  22s  6d,  option  Conception  (Uruguay), 
I7»  fill,  linnet  <t:  prompt.  TI  ...  , 

Str.  Cta  (».  v.),  982  tons.  n.  r..  Conception  (Uruguay),  to  United 
Kingdom  or  roniinrnt.  2"i«.  linseed:  prompt. 

Str  Treeshrldge,  25.000  qrs.,  Baltimore  to  United  Kingdom,  6s  3d, 
heavy  grain.  May  5.  canceling. 

Str.  Kilwigt-n,  33.000  qrs.,  10  per  cent,  gulf  to  United  Kingdom, 
7s  6d.  heavy  grain:  May  2-12. 

Steamer.   17.000  qrs..   Montreal   to   United   Kingdom,   6s   9d,   heavy 

°  Steamer.    20.000  qrs..   Montreal  to  Belfast  or  Dublin,   6s  7%d,  one 
port  of  discharge:  6s  lOVfcd.  two  ports:  heavy  grain:  first  half  May. 

Str  Until  Martin  (.*.  v.).  702  tons.  n.  r.,  Trinidad  to  Gulfport  or 
Mobile,  $2.50  per  barrel,  asphalt. 

May  5 

Tonnage  that  can  give  May  loading  is  in  some  demand  for 
coal,  but  charterers  are  disposed  to  operate  cautiously  while  keep- 
ing an  eye  on  the  developments  in  the  British  miners'  strike 
situation. 

The  report  of  the  closing  of  contracts  for  from  350,000  to 
375,000  tons  of  coal  for  Egyptian  railways,  and  some  68,000  tons 
for  British  buyers  is  believed  to  be  a  forecast  of  growing  activ- 
ity within  the  next  few  days. 

A  reduction  in  rates  from  Atlantic  ports  to  Amsterdam, 
Rotterdam  and  Hamburg,  from  25  cents  per  100  pounds  to  21% 
cents  to  the  former  ports,  and  from  27%  cents  to  24  cents  to 
Hamburg,  has  been  reported. 

An  independent  slash  of  35  cents  per  100  pounds  by  the 
Isthmian  Line  between  Pacific  coast  ports  and  the  East,  on  Cali- 
fornia dried  fruit  in  boxes,  has  caused  consternation  among 
officials  of  other  steamship  companies.  While  not  a  member  of 
the  conference,  the  Isthmian  Line  has  heretofore  always  main- 
tained rates  fixed  by  the  conference.  The  former  rate  was  90 
cents,  and  the  general  belief  is  that  the  55-cent  rate  will  not 
stand. 

No  great  change  has  been  noted  during  the  past  month  on 
the  export  situation  at  Hampton  Roads,  although  in  some  lines 
a  slight  change  for  the  better  has  been  noted. 

It  is  said  that  bunker  coal,  owned  by  Germans  and  stored 
at  Rotterdam,  is  now  being  purchased  by  British  ships  running 
between  Montreal  and  Holland,  to  relieve  the  shortage  caused 
by  the  strike,  and  that  the  cost  of  the  coal  is  being  written  off 
the  German  indemnity. 

Charters 

Str.  Benledl.  2.509  tons.  n.  r..  North  Pacific  to  United  Kingdom, 
61s  3d.  May  (reported). 

Steamer.  7,500  tons.  Portland.  Ore.,  to  United  Kingdom,  continent, 
55s  with  option  two  ports  Mediterranean,  60s,  May,  wheat  (recently). 

Str.  Teesbridge,  25,000  qrs.,  Baltimore  to  United  Kingdom,  6s  3d 
per  qr.,  early  May. 

Str.  Reubens,  28.000  qrs..  10  per  cent,  Montreal  to  United  Kingdom, 
6s  9d  per  qr..  May. 

Str.  Elbergen  (Du.),  33,000  qrs..  gulf  to  Hull.  7s  6d  per  qr.,  early 
May 

Str.  Modig  (Br.).  Montreal  to  United  Kingdom.  32,000  qrs.,  grain, 
6s  44d  and  6s  7%d  if  two  ports,  May  10-25. 

Str.  Canadian (Br.),  Montreal  to  United  Kingdom,  30,000  qrs. 

grain.  6s  4Hd  and  6s  7^4d.  June-July. 

Str.  Rented!  (Br.).  2.569  tons.  North  Pacific  port  to  United  King- 
dom or  Continent.  61s  3d,  May  31st,  or  60s  if  June  15  cancellation. 

Str.  Alkmaars  (Du.),  4,414  tons,  North  Pacific  to  Mediterranean, 
basis  62s  6d,  May-June. 

Several  Shipping  Board  steamships.  North  Pacific  to  United  King- 
dcm.  Continent  or  Mediterranean,  grain,  basis  65s,  May-June. 

Str.  Kronstad  (Nor.).  1,600  tons,  Philadelphia  to  United  Kingdom, 
sugar  $7. 

Str.  Syrian  Prince  (Br.),  1,844  tons,  Atlantic  range  to  Novoros- 
siisk.  general  cargo,  $14,  May. 

Schr.  Ninon  L.  (Br.),  758  tons,  a  gulf  port  to  River  Plate,  lumber. 
S18.  May. 

Steamer,  5.000  tons.  Cuba  to  United  Kingdom.  35s,  sugar,  prompt. 

Str.  Penmorvah.  5.000  tons.  Bahia  Blanca  to  United  Kingdom  or 
Continent.  43s.  undipped  oats,  prompt. 

Str.  Otavi,  6.000  tons,  10  per  cent,  San  Lorenzo  to  United  King- 
dom or  Continent.  67s  6d,  July-August. 

Steamer,  5,600  tons.  40  per  cent,  San  Lorenzo  to  United  Kingdom 
or  Continent,  38s  9d,  May. 

Steamer,  5.500  tons,  10  per  cent,  San  Lorenzo  to  United  Kingdom 
or  Continent,  40s.  May. 

Steamer  Tempestuous,  5.000  tons,  10  per  cent.  Bahia  Blanca  to 
United  Kingdom  or  Continent.  43s.  oats,  prompt. 


MARINE  LABOR  DEVELOPMENTS 

The  Traffic  World  Washington  Bureau 

Following  the  failure  of  the  conference  of  marine  union 
representatives,  steamship  owners  and  the  Shipping  Board  to  ar- 
rive at  any  kind  of  a  settlement  April  29,  representatives  of  the 
International  Seamen's  Union  and  the  Marine  Engineers'  Bene- 
ficial Association  called  on  President  Harding  April  30,  and 
urged  him  to  appoint  a  committee  of  three  to  mediate  in  the 
dispute  with  a  view  toward  preventing  a  strike.  The  President, 
declining  to  take  any  direct  part  in  the  controversy,  turned  the 
matter  over  to  Secretary  of  Commerce  Hoover  and  Secretary  of 
Labor  Davis,  who  immediately  set  to  work  to  bring  the  matter 
to  mediation. 

Little  success  was  met  along  these  lines,  however,  the  steam- 
ship owners  putting  a  wage  cut  of  15  per  cent  into  effect  May 
1,  the  old  contracts  having  expired  at  midnight   April  30.    After 
a  conference  with  Secretary  Hoover  and  Secretary  Davis,  May 
,   Admiral   Benson,  chairman   of   the  Shipping  Board,   said   he 
was  still  standing,  as  were  the  ship  owners,  on  the  15  per  cent 
which  had  been  made  effective.     Subsequently  he  issued  a 
statement  in  which  the  situation  was  described  as  "encouraging," 


and  it  was  said  that  the  operations  of  Shipping  Board  vessels 
were  not  being  Interfered  with   to  any  great  extent. 

A  compromise  proposal,  submitted  to  the  steamship  owners 
by  Mr.  Hoover,  Mr.  Davis  and  Admiral  Benson,  was  rejected  inj 
a  telegram  received  by  Admiral  Benson  May  6. 

SHIPPING  BOARD  VACANCIES 

The  Traffic  World  Washington  Bureau  . 

President  Harding  is  finding  it  difficult  to  complete  the  slate 
for  the  Shipping  Board  because  of  the  requirements  of  the  mer- ; 
chant  marine  act  that  the  members  of  the  board  shall  represent 
particular  sections  of  the  country. 

Section  3  of  the  merchant  marine  act  provides  that  "the  com- 
missioners shall  be  appointed  with  due  regard  to  their  fitness  for 
the  efficient  discharge  of  the  duties  imposed  on  them  by  this  act, 
and  two  shall  be  appointed  from  the  states  touching  the  Pacific 
Ocean,  two  from  the  states  touching  the  Atlantic  Ocean,  one  from 
the  states  touching  the  Gulf  of  Mexico,  one  from  the  states  touch- 
ing the  Great  Lakes,  and  one  from  the  interior,  but  not  more  than 
one  shall  be  appointed  from  the  same  state." 

For  instance,  the  President  might  find  suitable  men  for  the 
board  in  Illinois,  Michigan,  and  Ohio,  but  he  could  nominate  only 
one  of  them  for  a  place  on  the  board  due  to  the  provision  that 
only  one  commissioner  shall  be  named  from  the  states  touching 
the  Great  Lakes. 

Carmi  Thompson,  of  Cleveland,  0.,  a  personal  friend  of  Presi- 
dent Harding,  and  a  business  man,  is  mentioned  for  a  place  on  the 
board  and  possibly  the  chairmanship.  Robert  A.  Dean,  of  Massa- 
chusetts, special  assistant  to  Chairman  Benson,  of  the  Shipping 
Board,  is  being  mentioned  again  in  connection  with  the  Shipping 
Board  appointments.  It  is  understood  that  former  Senator  Cham- 
berlain of  Oregon;  Meyer  Lissner,  attorney  of  Los  Angeles,  Calif., 
and  Frederick  I.  Thompson,  of  Mobile,  Ala.,  former  member  of  the 
board,  stand  a  good  chance  of  being  nominated  by  the  President. 

T.  V.  O'Connor,  president  of  the  International  Longshore- 
men's Association,  who  conferred  recently  with  President  Hard- 
ing, has  been  mentioned  as  a  probable  appointee.  Mr.  O'Connor 
was  considered,  it  is  understood,  by  the  President  for  the  post  of 
Secretary  of  Labor.  Marine  workers  recently  petitioned  the  Presi- 
dent to  appoint  a  representative  from  their  ranks  on  the  board. 


OCEAN  SHIPPING  SITUATION 

The  Traffic  World  Washington  Bureau 

In  its  review  of  general  business  and  financial  conditions 
during  the  month  of  April  the  Federal  Reserve  Board  made  the 
following  comment  on  the  ocean  shipping  situation: 

"More  optimism  regarding  the  outlook  prevailed  in  ship- 
ping circles  than  for  some  months  past.  This  was  due  more  to 
the  expectations  aroused  by  a  number  of  developments  than 
to  any  change  in  the  underlying  situation.  Among  the  events  of 
the  month  was  the  continuance  of  the  British  coal  strike,  with 
a  moderate  expansion  of  the  demand  for  charters  of  American 
coal-carrying  ships  for  prompt  delivery.  Another  encouraging 
feature  of  the  freight  market  was  the  firmer  tendency  of  rates 
in  certain  directions. 

"The  Hejt.lfiitiPtit.  nf  rhp  rflff  war  between  thp  North  Ar.la.nrjf-- 
United  Kingdom  Conference  anrl  tho  Tyranny.  T.ino  whir-h  haf] 
been  waged  since  last  fall,  helnpri  tn  giva  tone  f"  thf  ocean 
freight  market.  The  decision  of  the  Shipping  Board  to  charter 
its  vessels  in  future  on  the  bare-boat  plan  was  regarded  by  op- 
erators as  opening  up  possibilities  for  cheaper  operation  of 
vessels.  The  wage  situation  remains  unsettled,  the  calling  of 
a  strike  by  the  marine  engineers  at  New  York  for  the  first  of 
May  being  the  outstanding  development  toward  the  end  of  April. 

"The  division  of  operations  of  the  Shipping  Board  stated 
that,  on  April  5,  653  steel  ships,  of  4,279,581  deadweight  tons, 
were  either  already  idle  or  had  been  ordered  withdrawn  from 
service  until  conditions  improve.  That  number  constitutes  46 
per  cent  of  the  government-owned  steel  merchant  ships.  The 
shipbuilding  situation  remains  unchanged,  with  yards  merely 
completing  orders  already  on  hand,  no  new  tonnage  of  any  size 
having  been  booked  by  American  yards  so  far  this  year.  The 
recent  cut  in  steel  prices  has  not  been  sufficient  to  affect  ship- 
building favorably.  Of  the  Shipping  Board's  building  program, 
44  steel  vessels  of  489,150  deadweight  tons  remain  to  be  de- 
livered, all  of  which  are  now  under  construction.  According 
to  present  plans,  the  last  of  these  will  be  completed  and  delivered 
about  April.  1922." 


PETITIONS   FOR    REHEARING,    ETC. 

The  Director  General  has  asked  the  Commission  to  reopen 
for  argument  Nos.  11161,  Iliff-Bruff  Chemical  Co.  vs.  Director 
General  et  al.,  and  11106,  United  Iron  Works,  Inc.  vs.  Director 
General  et  al. 

Complainant  in  No.  10763,  Harlem  Feed  &  Grocery  Co.  vs. 
Director  General  and  Lehigh  Valley,  has  asked  the  Commission 
to  reconsider  the  evidence  in  that  case,  and  if  necessary  to  order 
a  rehearing. 

The  Director-General  has  asked  the  Commission  to  grant  a 
^hearing  or  reargument  in  No.  11431,  Seaboard  Oil  &  Refining 
Co.  vs.  Director-General  et  al 
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CUMMINS  ON  RAIL  SITUATION 

Tht  Tragic  World  Washington  Bureau 

Among  the  representatives  of  the  railway  executives  who  will 
be  heard  first  by  the  Senate  committee  on  interstate  commerce 
when  it  opens  its  investigation  into  the  railroad  situation  on  May 
ID  will  be  Alfred  P.  Thorn,  general  counsel,  and  T.  DeWltt  Cuyler, 
chairman,  of  the  Association  of  Railway  Executives;  Daniel  Wil- 
hinl,  president  of  the  B.  &  O.,  and  Julius  Kruttschnitt,  chairman 
of  the  executive  committee  of  the  Southern  Pacific.  S.  Davles 
Wartield.  president  of  the  National  Association  of  Owners  of 
Kailroad  Securities,  probably  will  be  heard  after  the  executives, 
mill  then  the  representatives  of  the  railroad  brotherhoods  will  be 
heard. 

Senator  Cummins,  chairman  of  the  committee,  believes  that 
tin-  railroads  will  be  able  to  readjust  their  finances  through 
greater  efficiency  in  management,  reductions  in  the  cost  of  ma- 
terial and  supplies,  and  in  the  outlay  for  labor.  He  said  that  the 
creditors  of  the  roads  that  are  pinched  financially  for  the  time 
being  will  have  to  be  lenient  during  the  period  of  readjustment. 
Mr  reiterated  his  opinion  that  the  railways  are  in  no  different  sit- 
uation from  that  of  the  other  industries  of  the  country  and  that 
i  hey  will  have  to  solve  this  problem  as  other  industries  are  solv- 
ing it  by  bringing  the  cost  of  labor  and  the  cost  of  material  Into 
line  with  the  proceeds  of  what  they  have  to  sell. 

To  assume  that  the  railroads  can  not  bring  their  operating 
costs  into  proper  alignment  with  the  operating  revenues,  Senator 
Cummins  said,  would  be  to  assume  that  a  national  transportation 
system  can  not  be  self-supporting  in  this  country. 

"If  that  were  so,"  he  continued,  "there  would  be  nothing  to 
do  but  for  the  government  to  take  it  over  and  pay  the  annual 
deficit,  however  heavy,  out  of  the  Treasury.  The  country  must 
have  its  transportation  system.  But  there  is  no  reason  to  imagine 
anything  of  the  kind.  There  will  be  a  very  large  saving  in  the 
cost  of  materials.  Coal  will  be  lower  this  year;  ties  are  lower; 
steel  and  iron  material  is  lower,  except  rails  and  rails  also  will 
have  to  come  down.  The  question  of  the  wage  scale  is  in  the 
hands  of  the  Labor  Board.  I  do  not  anticipate  its  decision  or  at- 
tempt to  influence  it,  but  even  if  basic  pay  is  not  changed,  econ- 
omies aggregating  hundreds  of  millions  will  result  from  the 
elimination  of  arbitrary  overtime  and  duplicated  service.  I  be- 
lieve that  $200,000,000  a  year  will  be  saved  by  those  economies 
alone.  Last  year  the  actual  railway  gross  revenues  were  the 
largest  in  the  country's  history,  without  allowing  for  any  govern- 
ment guarantee.  But  the  wage  costs,  which  formerly  were  40  per 
cent  of  gross  revenue,  had  got  up  to  70  per  cent." 

Further  aid,  other  than  that  already  provided  for,  to  the  rail- 
roads out  of  the  federal  treasury,  is  out  of  the  question  because 
the  country  would  not  approve,  the  senator  said. 

Touching  on  nnestion  of  the  attitude  of  railroad  bondholders 
Who  may  have  to  forego  tbpir  interest  navmpnta  in  some  in- 
stances. the  senator  said  he  could  not  see  that  there  would  he 


Rny  flrivantagp  tn    pp  nhtaljied   fry 


bringing  foreclosure 


landhold 


of 


ad    in 


''When  ruilwuxs  were.  l)liic££L.ill_rj;C£iY.£Z!i:llills  and  their  mort- 
gages foreclosed  in  the  past,"  said  he.  "there  were  two  motives  Tor 
such  procedure  —  to  get  rid  of  ^TI  inrap 


niyingprnpnt   nr  tn 


reorganize  and  recapitalize  the  mads. 


present^  the  ]att.er  mo- 


Foreclosure would  not  help  the  bond- 


nd- 
je- 


tive  at  least  does  tint, 

holders.     The  circumstances  give  reasonable  assurance  of  a 
quate  net  revenue  in  dye  course  to  meet  all  interest, 
overdue.     What  reason  is  tnere.  tnen.  tnat  in  snp.h  a.  case  the 
bondholders    should    not    consent    to    fnregn    their    interest    tem- 
porarily   until   the  readjustment   of  cost    to   revenues  shall   ha_ve_ 
been  effect 


SHIPPERS  MEMORIALIZE  PRESIDENT 


The  Traffic  World  Washington  Bureau 


ApnaypTUTy.    shippers,    actual    and    prospective,    have,    tiikijn. 
President  Harding's  declaration  that  freight  rates  and  operating 


expenses 


make  the 


Mai-ding's  declaration  that   freight  rates. ;jnd  _orierati.n£ 
of  railroads  must  he  radioed  as  a.  promise  that  he  would 


of  shippers. 


or  indirectly,  has  aumiealed  to  him  to  make  efforts  in  its  behalf. 
the  farmers  who  are  members  of  the  Farmers'  Union  being 
among  the  first  and  the  shippers  of  building  and  road-making 
materials  being  the  last.  The  latter  called  at  the  White  House 
April  29.  Their  representatives  filed  with  him  a  printed  memorial 
asking  that  he  give  them  "advice  and  assistance  in  bringing 
about  an  expeditious  handling  of  the  matter." 

So  far  as  Vmnvn.  thn  Frag'*1""*  t"»°  ""*  Hnng  anything 


Way    Of    Suggesting    n^'i'-tifV"    """»»•    **""»    *"    Hla/mca    thr. 

with  members  or  his  cabinet  and  callers  wlj"  TI«VH  hp«"  a 

tO  JParn    MB    V1MWU    M    Illf   whnlo      ' 


During  the  latter  part  of  the  week  ending  April  30  some  of 
the  callers  were  told. that  it  is  not  within  the  scope  of  the  ex- 
ecutive's authority  to'  suggest  anything  to  the  Interstate  Com- 
merce Commission;  that  that  body  is  the  administrative  agency, 
created  by  the  legislative  branch  of  the  government,  for  the 
ascertainment  of  the  facts,  which,  when  declared,  have  the  effect 
of  bringing  into  operation  the  mandate  of  the  interstate  com- 
merce law  that  rates  shall  be  just,  reasonable,  non-discriminatory 
and  non-prejudicial. 


The  Implication  of  what  the  President  has  said  on  that  phase 
of  the  subject  IB  that,  while  he  Is  of  the  opinion  that  rates  and 
expenses  of  operation  must  be  reduced,  expression  of  that  con- 
viction Is  about  all  he  can  do  because  the  making  of  rates  IK 
purely  a  question  of  legislation  and  not  of  executive  action.  The 
president  recalled  to  some  of  hla  visitors  that  there  was  con- 
siderable objection,  when  the  federal  control  law  was  passed  In 
the  spring  of  1918,  giving  the  President  the  power  to  Initiate  just 
and  reasonable  rates.  The  opposition  was  based  on  the  ground 
that  the  making  of  rates  was  an  exercise  of  the  legislative  power 
which  cannot  be  delegated. 

In  discussing  that  phase  of  the  subject  the  President  has 
not  gone  as  far  as  he  might  have  gone  to  show  that  it  is  not 
within  his  power  to  do  what  has  been  asked  of  him — In  effect, 
to  reduce  rates  himself.  He  might  have  said  that  the  contro- 
versy over  the  President's  power  to  Initiate  rates  during  federal 
control  was  settled,  finally,  on  the  theory  that,  for  the  purpose 
of  rate-making,  the  President  was  a  "person"  engaged  in  trans- 
portation by  railroad,  and  therefore  strictly  within  the  terms  of 
the  first  section  of  the  act  to  regulate  commerce.  The  Inter- 
state commerce  act,  which  displaced  the  act  to  regulate  com- 
merce in  1920,  employs  different  language  to  convey  the  same 
meaning,  it  has  been  asserted.  The  old  law  applied,  by  its  terms, 
to  corporations  or  persons  engaged  in  transportation  by  railroad 
between  the  states  and  (or)  foreign  countries,  while  its  successor, 
the  interstate  commerce  law,  applies  to  common  carriers  engaged 
in  transportation,  and  to  "such  transportation."  While  there  has 
been  no  one  report  or  opinion  by  the  Commission,  or  a  decision 
by  a  court,  which,  by  direct  statement,  sets  forth  that  the  Presi- 
dent was  a  person  engaged  in  transportation,  the  cumulative 
effect  of  the  various  reports  and  opinions  by  the  Commission 
and  the  courts,  it  is  believed,  amounts  to  the  formulation  and 
action  on  such  a  theory.  In  the  early  stages  of  the  controversy 
extremists  suggested  that,  notwithstanding  the  language  of  the 
federal  control  act  to  the  contrary,  the  President's  rates  stood 
on  a  higher  level  of  sanctity  than  the  rates  made  by  the  railroad 
corporations.  The  upshot  of  the  discussion  was,  as  before  indi- 
cated, a  treatment  of  President-made  rates,  the  same  as  that 
accorded  to  railroad-made  rates. 

The_ jact  that  President  Harding  has  been  at  pains  to  call 
attention  to  the  fact  that  the  making  of  rates  la  the  exercise  jt 
a  legislative  ana  not  of  an  executive  power, Tit  Is  believed,  is"? 
more  than  ordinary  significance  in  that  it  may  be  taken  asTn"- 
dicatlve  of  the  President's  determination  to  do  nothing  that  could^ 
be  construed  as  an  attempt  on  his  part  to  set  himself  nn  aa  t.hc. 
.ludge  of  what  is  right  and  what  is  wronp:  in  the  way  of  rates: 
that  the  most  weight  that  can  be  attributed  to  the  declaration 
in  his  message  to  Congress,  April  12,  is  that  it  is  the  judgment 
of  a  man  charged  with  the  duty  of  executing  the  laws  and  ad- 
vising the  Congress  as  to  the  state  of  the  Union,  and  suggesting 
what  might  be  done,  legislatively,  to  improve  that  state  of  the 
Union,  if  it  is  in  need  of  improvement. 

His  declaration  that  rates  and  expenses  of  operation  must 
be  reduced  was  made  to  Congress,  that  branch  of  the  govern- 
ment which,  under  the  Constitution,  is  given  the  power  to  deal 
with  not  only  rates,  but,  under  the  Supreme  Court's  decision 
upholding  the  Adamson  law  as  constitutional,  with  questions  of 
safety  in  such  a  way  that  it  can  ultimately  prescribe  the  hours 
of  service  and  pay  for  such  services.  In  making  that  declaration 
he  was  advising  Congress  as  to  the  state  of  the  Union  as  to  a 
matter  within  its  power  of  correction,  either  by  direct  action  or 
action  through  its  administrative  body,  the  Interstate  Commerce 
Commission. 

The  point  in  connection  with  the  fact  that  shippers,  actual 
and  prospective,  are  appealing  to  the  President  for  help  to  re- 
duce rates  is  that  they  are  appealing  to  a  man  who  has  already 
given  advice  on  the  subject  to  the  body  that  has  the  power 
to  act,  either  directly  or  through  the  administrative  body  created 
by  it,  which  is  not  a  part  of  the  executive  branch  of  the  govern- 
ment at  all. 

In  its  general  aspect  the  memorial  of  the  building  and  road- 
making  material  men  is  a  recognition  of  the  fact  that  the  ques- 
tion is  one  for  disposition  by  Congress  or  its  agent,  the  Commis- 
sion. In  part  the  memorialists  said: 

"There  is  imperative  necessity  for  the  immediate  stimula- 
tion of  some  large  industry  which  is  national  in  its  scope,  In 
order  to  provide  work  for  the  unemployed.  It  is  submitted  that 
no  other  industry  lends  itself  to  the  fulfillment  of  this  mission 
in  the  same  degree  as  the  resumption  of  construction  work,  for 
the  demand  for  building  material  is  universal.  Senator  Calder's 
committee  stating  that  there  is  a  crying  need  for  over  one  million 
homes  throughout  the  country.  In  rendering  its  report  an  Ex 
Parte  74,  the  Interstate  Commerce  Commission  gave  cognizance 
to  the  necessity  for  readjusting  rates  to  meet  changing  con- 
ditions and  to  remove  hardships  created  by  the  hasty  consid- 
eration of  the  case  necessitated  by  the  emergency  involved.  It 
was  recommended  that  such  readjustments  be  effected  between 
shippers  and  the  carriers,  without  appeal  to  the  Commission. 
However,  the  shippers  of  building  materials  have  not  been  able 
to  prevail  upon  the  carriers  to  make  proper  revisions,  and  hence 
it  appears  that  the  public  authorities  must  be  requested  to  inter- 
vene in  some  manner. 
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••It  is  well  known  that  proceedings  before  the  Commission 

ber  there  is  need  for  immediate  action,  for  thi  leason  «e 
usual  course  of  procedure  in  appealing  for  relief *ro»Sb  the  In 
tonteta  Commerce  Commission  cannot  be  contemplated. 

PUb'^Ve  et^  iKr^So^r  advice  and  assistance  in  bringing 
about  an  expeditious  handling  of  the  matter. 

The  memorial  was  fil,<i  by  the  National  An^tt 
Gravel   Producers,   by   E.   Guy   Sutton,   its   executive 
the  National  Paving  Brick  Manufacturers'  Association, _bj -  J.  G. 
Harbour,  chairman  traffic  committee;   Ame/iean  Face  Brick  As- 

ociation  by  H.  E.  Stringer,  its  chairman  traffic  committee  the 
Sw  Building  Tile  Association,  by  H.  M.  Keasbey  and  \V  M^ 
Councill:  National  Lumber  Manufacturers'  Association  ^  ^rank 
Carnahan;  National  Crushed  Stone  Association  by  A.  P.  Sandles, 

s  secretary;  Gypsum  Industries  Association,  by  W.  D  Lindsay, 
American  Mining  Congress,  by  Hugh  Fullerton  and  Francis  B. 
James,  their  commerce  counsel. 


REDUCTION  IN  RATES  ON  SAND,  ETC. 

The  Traffic  World  Washington  Bureau 

A  reduction  in  rates  on  sand,  gravel  and  crushed  stone 
materials  used  largely  in  the  construction  of  buildings  and 
roads  but  primarily  in  the  latter,  will  go  into  effect  on  the  New 
Haven  as  soon  as  that  road  can  file  its  tariffs,  to  become  oper- 
ative on  five  days  notice.  The  lowered  rates  will  become  oper- 
ative probably  about  May  15. 

Special  sixth  section  permission  has  been  given  the  New 
Haven  the  permit  being  No.  52,806,  dated  May  2,  but  not  ac- 
tually put  out  until  two  days  later.  Generally  speaking  the 
reduction  is  two  cents  per  100  pounds  or  twenty  cents  a  ton, 
which  happens  to  be  the  amount  added  to  the  rates  on  such 
materials  by  General  Order  No.  28  of  June  25,  1918.  However, 
the  reductions  are  not  uniform,  nor  are  they  on  a  percentage 
basis.  They  appear  to  be  made  with  a  view  to  inducing  the 
business  to  move,  from  established  sand  and  gravel  pits,  and 
rock  crushing  plants,  rather  than  force  those  desiring  to  use 
such  materials  to  either  forego  the  construction  of  roads  or 
buildings  this  year,  or  obtain  their  supplies  from  new  plants 
established  through  the  use  of  new  capital  which,  in  the  in- 
terest of  the  New  Haven  and  New  England,  might  be  believed 
to  be  better  invested,  if  put  into  roads  and  buildings  in  the 
form  of  materials  purchased  at  the  established  points  of  origin. 

A  general  conference  on  the  subject  of  rates  on  roadmak- 
ing  and  building  materials  is  to  be  held,  probably  in  the  general 
hearing  room  of  the  Commission,  April  13.  Arrangements  for 
such  a  conference  have  been  made  by  the  organizations,  which 
called  on  President  Harding,  April  29,  and  left  a  memorial  with 
him  saying  that  rates  on  such  materials  are  so  high  that  con- 
struction of  roads  and  buildings  practically  had  come  to  a  stand- 
still, notwithstanding  that  there  was  crying  need  for  a  million 
homes  throughout  the  country.  They  made  it  by  means  of  cor- 
respondence with  Daniel  Willard,  president  of  the  Baltimore  & 
Ohio  and  chairman  of  the  committee  of  the  Association  of  Rail- 
way Executives,  which  usually  deals  with  the  Commission  when 
there  is  a  question  before  that  body  of  interest  to  practically 
all  railroads. 

In  acceding  to  the  request  for  a  conference,  President  Will- 
ard said  he  doubted  if  much  could  be  accomplished  by  such  a 
conference  if  the  discussion  were  confined  entirely  to  the  mat- 
ter of  railway  rates. 

On  account  of  Mr.  Willard's  suggestion  that  a  consideration 
of  freight  rates  only  would  probably  not  result  in  much  accomp- 
lishment, it  Is  believed  the  conference  will  take  a  wide  range, 
with  the  action  of  the  New  Haven  on  sand  and  gravel  rates  as 
a  guide  to  what  might  be  done  in  each  locality  if  it  could  be 
shown  that  a  reduction  in  rates  would  result  in  an  improve- 
ment of  the  situation  in  that  locality. 

No  definite  arrangement  has  been  made  for  a  conference  on 
sand  and  gravel  rates,  in  which  the  Commission  or  any  of  the  Com- 
missioners will  be  participants.  The  only  understanding  on  the 
subject  seems  to  be  between  the  sand  and  gravel  people  and 
Daniel  Willard,  but  that  understanding  seems  far  from  definite. 

The  sand  and  gravel  people  called  on  Chairman  Clark,  ask- 
ing him  to  make  arrangements  for  a  conference  but  they  did 
not  have  any  success.  The  chairman,  in  many  letters,  has  ex- 
pressed the  thought  that  the  freight  rate  is  not  the  primary 
factor  in  the  unsatisfactory  business  situation  and  his  inclina- 
tion has  not  been  to  promote  conferences  based  on  the  assump- 
tion that  the  Ills  of  the  country  are  to  be  cured  by  continued 
agitation  for  rate  reductions. 

After  an  announcement  by  the  sand  and  gravel  people  had 
been  made  that  a  conference  would  be  held  on  May  13,  a  report 
wa«  put  Into  circulation  that  the  conference  would  be  held  May 
20,  but  that  was  without  verification  and  so  far  as  arrangement 
with  the  Commission  or  any  commissioners  is  concerned,  it  had 
not  more  definite  foundation  than  the  earlier  report. 


RATES  ON  FRUITS  AND  VEGETABLES 

The  Traffic  World  Washington  Bureau 

The  Commission  has  decided  to  accede  to  the  large  number 
of  reauests  for  conferences  at  Yakima,  Wash.,  and  Boise,  Idaho, I 
°n  addition  to  the  previously  announced  conferences  on  rates  out 
fruits  and i  vegetables  to  be  held  by  Henry  J.  Ford,  special  as- ; 
sis  ant    to  The    Commission.     The    Yakima    conference    will   bel 
held  bv  Mr    Ford  May  10,  and  will  be  relative  to  the  alleged 
serious  situation  of  producers  of  fruits  and  vegetab  es  in  Wash- 
fngton  and  Oregon.     The  Boise  conference  will  be  held  on  May 
14    dealing  with  the  same  alleged  situation  in  Idaho.     To  make 
place  for  these  conferences  the  date  of  the  Denver  conference  ; 
has  been  postponed  to  May  19.     The  scope  of  the  Denver  con- 
ference has  been  widened  to  embrace  not  only  rates  on  fruits 
and   vegetables  but  those  on  all  agricultural   products  as   well,I 

UThe  schedule  of  conferences  now  stands  as  follows: 

May  3— Federal  Building.  Los  Angeles,  Calif. 

May  6— Room  237,   Merchants'   Exchange  Building,   San  Francisco. 

C!lllMav  10— Assembly  room.  Commercial  Club,  Yakima,  Wash. 

May  14— Chamber  of  Commerce.  Boise,  Idaho. 

May  19— United  States  Court  Room.  Postofflce  Building,  Denver. 
Colo. 

Each  conference  will  begin  at  10:00  a.  m.  of  the  day  named. 

FLORIDA  FRUIT  GROWERS  PROTEST 

The  Traffic  World  Washington  Bureau 

A  letter  from  J.  C.  Chase,  of  Chase  &  Co.,  Jacksonville, 
Fla  ,  protesting  against  the  freight  rates  on  Florida  citrus  fruit, 
was  submitted  to  the  Senate,  April  29,  by  Senator  Fletcher  of 
that  state. 

Mr.  Chase  said  in  the  letter  that  the  railroads  were  collecting 
from  the  Florida  growers  on  the  present  crop  of  citrus  fruit 
freight  charges  which  are  304  per  cent  more  than  the  charges 
paid  during  the  season  of  1917-18.  He  said  in  part: 

"If  you  would  look  into  the  traffic  now  moving  you  would 
find  that  the  railroads  serving  Florida  and  California  are  in  more 
prosperous  condition  and  have  fewer  idle  cars  than  roads  oper- 
ating in  any  other  territory. 

"There  is  one  thing  sure:  We  must  have  lower  freight  rates 
on  Florida  grapefruit  into  the  Pacific  coast  markets.  The  present 
rate  is  so  high  that  it  has  practically  excluded  Florida  grape- 
fruit from  many  of  the  markets  where  we  placed  a  great  many 
cars  under  the  pre-war  rate.  California  citrus  fruit  moves  to 
the  Atlantic  coast  markets  at  a  rate  of  approximately  $1.50  per 
box.  If  this  is  a  satisfactory  rate  to  the  railroads,  why  is  it  that 
the  charge  on  a  box  of  Florida  citrus  fruit  is  almost  double  from 
a  Florida  producing  point  to  a  Pacific  coast  market?,  A  person 
can  travel  east  and  west  at  the  same  rate  per  mile,  and  we  be- 
lieve that  similar  products  should  not  be  discriminated  against." 


REDUCTIONS  ON  POTASH 

The  Traffic  World  Washington  Bureau 

Producers  of  potash  in  transcontinental  territory  are  trying 
to  obtain  reductions  in  rates  on  their  commodity  to  eastern  sea- 
board territory.  They  invested  capital  in  that  industry  during  the 
war.  Now  they  are  feeling  the  effects  of  competition  from  Ger- 
many. That  country,  before  the  war,  controlled  prices  on  potash. 
Apparently  it  will  again  have  the  controlling  voice  in  the  price 
of  that  necessity  for  the  fertilization  of  the  cotton  lands  of  the 
southeast. 

A  reduction  has  been  recommended  by  the  transcontinental 
committee.  According  to  Wilbur  LaRoe,  attorney  for  the  potash 
people,  the  eastern  or  official  classification  committee  is  also  in- 
clined toward  reductions,  but  the  unwillingness  of  the  southern 
committee  prevents  action.  In  a  letter  to  Director  Hardie,  Mr. 
LaRoe  said  the  condition  of  the  potash  industry  was  so  desperate 
that  it  seemed  unfortunate  to  have  the  whole  program  blocked 
by  the  dissatisfaction  of  one  group  of  the  carriers.  He  suggested 
that  probably  a  conference  would  be  able  to  iron  out  the  difficul- 
ties. He  said  he  knew  that  recently  conferences  in  great  number 
had  been  suggested  and  he  hesitated  to  suggest  another.  Natur- 
ally, however,  he  said  the  potash  people  were  not  inclined  to  let 
"one  small  difficulty"  deprive  them  of  a  result  so  much  desired 
and  so  necessary  to  a  continuance  of  the  industry. 

In  a  postscript  to  his  letter  he  expressed  the  hope  that  his 
letter  would  not  result  in  his  classification  with  those  "short- 
sighted and  .misguided  individuals"  who  attribute  existing  econo- 
mic conditions  to  the  freight  rates. 

"It  is  my  firm  belief  that  the  plight  of  the  railroads  and  the 
industrial  concerns  is  explained  by  conditions  much  more  fun- 
damental and  important  than  the  freight  rates,  and  that  the  lat- 
ter are  brought  into  prominence  just  now  only  because  they  are 
the  only  factor  susceptible  of  immediate  change,"  said  he. 

It  is  suspected  that  the  difficulty  of  the  southern  committee 
arises  from  the  fact  that  if  the  carriers  haul  potash  from  the  At- 
lantic or  Gulf  ports,  they  obtain  the  whole  rate,  while  if  they  haul 
potash  from  transcontinental  territory,  they  will  obtain  divisions 
that  may  be  much  lower  than  the  rates  from  the  ports.  The  in- 
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tereat  of  the  transcontinental  carriers  would  be  served  by  very 
low  rates  Into  the  southeast,  where  the  bulk  of  commercial  fer- 
tilizers is  used.  On  such  rates  they  might  obtain  money  enough 
to  pay  axle  grease,  whereas  on  potash  from  Kurope,  they  would 
obtain  no  haul  at  all,  and  therefore  not  a  pent  of  revenue.  They 
could  afford  to  make  blanket  rates  to  the  Mississippi  river  cross- 
ings because  the  amount  of  potash  used  in  the  territory  of  origin 
and  the  river  crossings  Is  so  small  that  a  blanketing  of  the  rates 
would  not  result  in  the  loss  of  any  local  revenue. 

The  potash  industry  is  not  the  only  one  that  finds  peace  a 
situation  less  satisfactory  than  war.  Tho  ways  and  means  com- 
mittee of  the  House  of  Representatives  is  being  besieged  by  repre- 
sentatives of  industries  that  came  into  being  during  the  war  to 
supply  the  commodities  shut  out  either  because  they  had  origin 
in  enemy  territory  or  the  tonnage  used  in  their  transport  before 
the  war  could  be  more  profitably  employed  in  war  work,  or  In 
work  of  a  more  essential  character.  They  are  asking  for  customs 
tariff  duties  high  enough  to  equalize  the  costs  of  production  at 
home  and  abroad.  They  are  also  asking  the  railroads  to  help 
them  by  making  rates  on  their  products  so  low  that  they  will  be 
able  to  remain  in  the  market,  notwithstanding  higher  cost  of  pro- 
duction than  their  foreign  competitors. 

In  some  instances,  the  carriers  at  the  points  of  origin  are 
willing  to  make  exceedingly  law  rates  because  such  rates  would 
give  them  some  return.  In  others  the  carriers  are  not  willing  to 
thus  encourage  home  production  because  they  would  be  able  to 
obtain  greater  return  from  the  rates  on  the  foreign  product. 

In  law  the  Commission  and  the  railroads  have  nothing  to  do 
with  the  question  of  tariff  for  protection  or  tariff  for  revenue  only. 
The  Commission,  in  one  of  its  reports,  when  the  rates  on  lemons 
were  under  discussion,  decided  that  the  railroads,  by  raising  the 
rates  on  lemons  had  deprived  the  lemon  growers  of  California  of 
the  benefit  of  the  protective  duties  that  had  been  placed  ou 
lemons.  Therefore,  it  ordered  the  reduction  of  the  transportation 
rates.  The  courts  set  aside  the  order.  The  Commission  cut  out 
its  reference  to  the  aim  of  Congress  and  issued  its  order  requiring 
the  reduction  of  the  transportation  rates,  on  the  plain  and  un- 
adorned ground  that  the  higher  rates  were  unreasonable. 


SULPHUR  RATE  REDUCTIONS 

The  Traffic  World  Washington  Bureau 

Wilbur  LaRoe,  on  behalf  of  the  Texas  Sulphur  Company,  has 
filed  a  petition  with  the  Commission  asking  It  to  allow  reductions 
in  sulphur  rates  from  Texas  points  of  origin  to  eastern  destina- 
tions, as  proposed  in  Southwestern  'Lines  Tariff  No.  102-C,  I.  C.  C. 
No.  1449,  to  become  effective  May  15,  as  proposed.  Protest  against 
the  tariff  has  been  filed  by  the  Union  Sulphur  Company,  the 
shipping  point  of  which  is  in  Louisiana. 

In  his  argument,  LaRoe  said  that  rates  on  sulphur  now  are 
blanketed  to  all  destinations  in  the  United  States  except  the  ones 
to  which  the  rates  carried  in  the  tariff  mentioned  will  apply.  The 
points  to  which  there  are  different  rates  are  Boston,  New  York, 
Raleigh,  Cincinnati,  Canton,  N.  C.,  Wilmington,  N.  C.,  and  Atlanta. 
By  allowing  the  tariff  to  become  effective  the  Texas  company 
argues,  the  two  companies  will  be  on  a  parity  to  every  point.  It 
argues  that  inasmuch  as  the  hauls  to  points  of  consumption  are 
long,  blanketing  of  the  rates  is  the  only  logical  way  to  handle  the 
situation.  All  the  changes  proposed  are  reductions,  which  is  con- 
trary to  the  tendency  of  rates  during  the  last  seven  years.  The 
largest  reduction  would  be  seven  cents  a  hundred  from  Texas 
points  to  Wilmington,  N.  C.  To  New  York  and  Boston  the  reduc- 
tion would  be  four  cents,  to  Cincinnati  5.2  cents,  to  Canton,  N.  C.. 
2.5  cents,  and  to  Atlanta,  5.5  cents. 

Another  argument  for  the  same  rates  to  the  east,  the  Texas 
petitioner  says,  is  the  fact  that  the  Louisiana  mines  have  the 
same  rates  westbound  as  the  Texas  mines.  A  further  suggestion 
is  that  this  blanketing  of  the  rates  on  sulphur  would  bring  the 
rate  structure  on  that  commodity  into  conformity  with  the  struc- 
ture on  lumber,  rice,  and  petroleum  products,  in  so  far  as  move- 
ments from  the  southwest  are  concerned. 


McGINTY  ON  RATE  SITUATION 

The  Traffic  World  Washington  Bureau 

A  review  of  the  Commission's  attitude  toward  appeals  for 
rate  reductions  is  set  forth  in  a  letter  received  by  Representative 
Stephen  G.  Porter,  of  Pittsburgh,  Pa.,  from  George  B.  McGinty, 
secretary  of  the  Commission,  In  response  to  a  letter  from  Mr. 
Porter.  Mr.  McGinty  said  it  was  difficult  to  see  "how  the  Com- 
mission could  urge  reductions  in  rates  that  would  result  in  reduc- 
tions in  the  revenues  of  the  carriers,"  under  existing  conditions. 
He  expressed  the  hope,  however,  that  "the  means  will  be  found 
of  bringing  about  a  condition  that  will  warrant  the  Interstate 
Commerce  Commission  in  reducing  freight  and  passenger  rates." 
The  letter  from  Secretary  McGinty  follows: 

"Referring  to  letter  of  the  United  Produce  Company  of  Pitts- 
burgh, Pa.,  addressed  to  you  on  April  28,  1921,  in  reference  to  the 
general  railroad  situation  and  in  which  complaint  is  made  in  par- 
ticular against  the  high  rates  on  fruits  and  vegetables: 

"I  would  advise  for  the  information  of  the  United  Produce 
Company  and  other  distributors  of  fruits  and  produce  in  Pitts- 
burgh that  the  Interstate  Commerce  Commission  is  as  anxious 


as  the  shipper  and  the  carrier  to  find  a  solution  of  the  transpor- 
tation problem.  We  are  well  aware  and  I  think  fully  advised  of 
the  unfortunate  conditions  that  exist  at  the  present  time.  We 
cannot,  however,  look  at  the  situation  from  one  side  alone.  It 
is  not  a  question  today  whether  or  not  the  rates  shall  produce 
5>/6  on  6  per  cent  upon  the  value  of  the  carriers'  properties.  The 
unfavorable  conditions  In  commerce  and  industry  generally  and 
the  unfortunate  plight  of  individuals  or  individual  Industries  can- 
not be  worse  than  the  present  plight  of  the  railroads.  More  than 
one-half  of  the  carriers  are  earning  less  than  their  operating 
expenses  and  taxes.  A  very  few  individual  roads  are  earning 
their  Interest  charges.  Some  of  them  are  not  even  earning  their 
operating  expenses,  it  is  obvious  that  the  present  condition  can- 
not long  continue  without  general  and  widespread  bankruptcy  of 
the  railroads. 

"We  have  participated  in  some  instances  in  arranging  and  en- 
couraging readjustments  of  rates  where  it  has  been  made  clear 
that  such  readjustments  would  move  a  substantial  volume  of 
traffic  at  rates  that  would  yield  some  profit,  which  traffic  would 
not  otherwise  move  at  all.  However,  it  should  be  understood  that 
the  Commission  does  not  have  power  to  grant  reductions  in 
freight  rates  on  fruits  and  vegetables  and  other  commodities  in 
an  informal  way.  Under  the  interstate  commerce  act  the  Com- 
mission has  power  to  require  carriers  to  reduce  rates  only  in  a 
formal  proceeding  after  full  hearing.  No  such  full  hearing  has 
been  held  relative  to  fruit  and  vegetable  rates  or  relative  to  gen- 
eral reductions  in  any  rates. 

"In  view  of  the  facts  stated  above  it  is  difficult  to  see  how 
the  Commission  could  urge  reductions  in  rates  that  would  result 
in  reductions  in  the  revenues  of  the  carriers,  which,  as  above 
stated,  are  now  insufficient  to  pay  the  interest  on  the  bonds,  to 
say  nothing  of  any  return  to  the  stockholders. 

'''In  this  connection  it  may  be  mentioned  that,  based  upon  a 
request  from  the  Texas  Railway  Commission  and  the  Texas  State 
Legislature,  a  conference  was  conducted  by  a  representative  of 
the  Commission  with  the  carriers  and  fruit  and  vegetable  ship- 
pers, not  only  of  Texas,  but  of  Mississippi,  California  and  other 
states,  at  Dallas,  March  28  to  30,  inclusive.  The  whole  situation 
was  very  fully  canvassed  at  that  conference,  which,  however, 
failed  to  result  in  any  agreement  between  the  carriers  and  ship- 
pers as  to  what  should  be  done.  The  carriers,  after  hearing  every- 
thing the  shippers  had  to  say,  expressed  the  view  that  freight 
rates  were  not  the  prime  cause  of  the  difficulty  in  which  the 
growers  find  themselves;  that  they  considered  it  doubtful  whether 
reduction  in  freight  rates  would  either  benefit  the  carriers  or 
stimulate  the  movement  of  traffic;  that  the  difficulties  result  from 
bad  market  conditions  and  from  a  continued  tendency  to  take  too 
heavy  a  toll  on  the  part  of  middlemen  between  the  producers 
and  consumers.  For  example,  it  was  alleged  that  whereas  cab- 
bage was  bringing  $6  per  ton  in  Texas,  it  was  selling  for  $140 
per  ton  in  northern  and  eastern  cities,  a  difference  of  $134  per 
ton,  of  which  only  $34  is  represented  by  freight.  A  similar  situa- 
tion was  alleged  to  exist  on  onions,  the  growers  receiving  90 
cents  per  bushel,  whereas  in  northern  cities  they  are  sold  for  $5 
per  bushel,  the  freight  being  not  to  exceed  60  cents  per  bushel. 

"We  have  investigated  many  instances  of  hardship  in  which 
it  has  developed  to  our  satisfaction  that  it  is  not  the  freight  rate 
that  is  preventing  the  movement,  but  the  economic  and  market 
conditions.  The  whole  country  is  suffering  the  inevitable  after 
effects  of  the  war,  many  of  which  are  controlled  by  economic 
forces  of  world-wide  effect  and  cannot  be  overcome  or  readjusted 
suddenly  or  rapidly.  The  difficulties  which  the  railroads  and  busi- 
ness generally  are  suffering  in  our  country  are  the  same  as  in 
all  other  civilized  countries,  and  in  the  most  of  them  in  a  more 
marked  degree  than  in  the  United  States. 

"This  whole  subject  is  receiving  the  most  careful  study  and 
consideration.  The  bare  operating  expenses  of  the  railroads 
consume  more  than  ninety  cents  out  of  every  dollar  earned  and 
more  than  sixty  cents  out  of  every  dollar  earned  is  paid  out  in 
compensation  to  the  employes.  It  is  obvious  that  until  a  wider 
margin  can  be  established  between  the  dollar  earned  and  the  cost 
of  earning  it  conditions  cannot  substantially  improve.  This  re- 
sult must  be  brought  about  through  readjustment  of  operating  ex- 
penses, the  adoption  of  every  possible  and  reasonable  economy 
and  gradual  revival  in  business.  We  are  not  hopeless  nor  pessi- 
mistic as  to  the  future. 

"It  is  believed  that  the  resolution  that  has  just  been  adopted 
by  the  Senate  for  the  conduct  of  an  investigation  into  the  ques- 
tion of  why  the  railroads  have  not  prospered  under  the  transpor- 
tation act  will  bring  out  all  of  the  facts  with  regard  to  the  oper- 
ating expenses  and  the  high  operating  ratios  and  also  any  serious 
defects  in  management  will  doubtless  be  disclosed,  and  it  is 
hoped  that  the  means  will  be  found  of  bringing  about  a  condition 
that  will  warrant  the  Interstate  Commerce  Commission  in  re- 
ducing freight  and  passenger  rates." 


HOOVER  ON  FREIGHT  RATES 

Secretary  of  Commerce  Hoover  in  an  address  before  the 
Chamber  of  Commerce  of  the  United  States  at  Atlantic  City, 
April  28,  had  the  following  to  say  about  transportation: 

"The  railways  in  our  country,  more  than  any  other  place  in 
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the  world,  are  the  keys  of  industry.  No  one  can  question  the 
financial  difficulties  of  the  railways  and  the  fundamental  neces- 
sity of  producing  for  them  financial  stability.  But  I  conceive 
that  the  continued  use  of  an  emergency  horizontal  basis  of  rate 
Increases  can  be  seriously  questioned.  I  believe  any  examina- 
tion of  the  rate-making  structure  of  this  country  will  show  that 
it  was  based  fundamentally  upon  charges  varying  to  a  rough 
extent  with  the  value  of  commodities.  This  method  was  modi- 
fled  by  competition,  and  by  the  deliberate  policy  of  the  railways 
to  stimulate  local  industries  and  local  production.  Horizontal 
rate  increases  have  thrown  the  relativity  of  these  rate  scales  out 
of  gear,  both  as  to  value  of  commodities  and  zones  of  distribu- 
tion. The  increase  of  the  rate  may  amount  to  5  per  cent  on  the 
shipper's  value  of  some  commodities  and  80  per  cent  on  others. 

"Our  great  industries  have  grown  up  in  the  supply  of  the 
cheapest  transportation  in  the  world  for  their  basic  raw  ma- 
terials, with  a  higher  differential  on  their  finished  products.  We 
have  many  complaints  of  the  hardship  worked  by  the  upset  in 
ratio;  complaints  that  it  is  readjusting  the  commercial  and  in- 
dustrial map  of  the  United  States;  complaints  that  in  some  in- 
dustries the  charge  can  be  passed  on  to  the  consumer,  while  in 
others,  such  as  agriculture,  it  falls  largely  upon  the  producer; 
and  complaints  that  it  is  stifling  production. 

"It  appears  to  me  that,  even  though  the  same  total  income 
must  be  earned  by  the  railways,  there  must  be  a  commodity  and 
class  readjustment  in  rates  both  in  the  interest  of  the  com- 
munity and  the  railways  themselves.  Such  a  readjustment  of 
rates  was  indeed  forecast  by  the  Interstate  Commerce  Commis- 
sion as  a  necessity  at  the  time  of  the  last  horizontal  rate  in- 
crease. We  must  also  look  forward  to  ultimate  reductions  in 
rates  if  the  economic  levels  of  the  country  are  to  find  an 
equilibrium." 

SENATOR  POMERENE  ON  HIGH  RATES 

The  Traffic  World  Washington  Bureau 

In  reply  to  a  letter  received  from  a  paving  and  construc- 
tion company  urging  a  reduction  in  freight  rates  for  road  and 
building  materials,  Senator  Pomerene,  of  Ohio,  member  of  the 
Senate  interstate  commerce  committee,  said  in  part: 

"I  am  disposed  to  agree  with  you  that  the  rates  are  too 
high.  Any  adjustment  of  these  rates,  however,  must  have  a 
proper  relation  to  other  traffic  rates,  and  the  Interstate  Com- 
merce Commission  is  charged  with  this  duty. 

"There  can  be  no  question  about  the  serious  financial  con- 
dition of  the  railroads.  This  is  a  consequence  of  government 
operation  during  the  war. 

"There  must  be  a  fair  adjustment  both  of  the  classification 
and  the  wages  paid  by  the  railroads,  as  well  as  many  other 
branches  of  industry. 

"This  is  an  unpleasant  and  perhaps  an  impolitic  statement 
to  make;  but  as  I  conceive  it,  all  honest,  fair-minded  men  know 
this  to  be  the  case  and  by  presenting  the  situation  as  it  is  we 
will  be  the  better  able  to  serve  both  employee  and  employer. 

"The  sooner  the  real  situation  is  recognized  the  more 
quickly  industrial  activities  will  be  restored  throughout  the 
country." 


WILLARD  ON  RAILROAD  PROBLEMS 

(Address  by  Daniel  Wiilard.  President  of  the  B.  &  O.  R.  R.  Co.,  before 
the  Pittsburgh  Traffic  Club,  April  28.) 

When  I  had  the  privilege  of  addressing  the  Traffic  Club 
of  Pittsburgh  seven  years  ago,  I  urged  the  necessity  for  higher 
freight  rates  for  the  railroads  in  the  Eastern  District.  Shortly 
thereafter  the  Eastern  carriers  made  formal  request  upon  the 
Interstate  Commerce  Commission  (which  was  granted  in  part) 
for  permission  to  increase  all  freight  charges  five  per  cent. 

At  the  time  of  which  I  speak,  freight  rates  had  gradually,  but 
constantly,  been  declining  since  1887,  as  shown  by  the  average 
rate  per  ton  per  mile,  the  decline  having  been  brought  about  by 
the  combined  influence  of  competition  and  regulation.  These  in- 
fluences operated  to  bring  the  average  rate  per  ton  per  mile  from 
1.063  cents  in  1887,  down  to  .707  cent  per  ton  mile  in  1916 — the 
lowest  figure  ever  reached  in  this  or  in  any  other  country,  and 
lower,  in  fact,  than  conditions  here  actually  justified.  Since  1916 
freight  rates  in  the  United  States  as  a  whole  have  been  increased 
on  the  average  approximately  70  per  cent,  and  passenger  fares 
about  52  per  cent.  Despite  these  unprecedented  increases,  net 
earnings  of  the  carriers  as  a  whole  are  now  smaller  and  more 
disappointing  than  ever  before.  The  problem  so  developed  since 
It  is  due  primarily  to  the  war,  is  very  much  in  the  public  mind 
at  the  present  time,  and  is,  of  course,  receiving  the  earnest 
attention  of  the  railroad  executives.  I  have  felt  that  a  discus- 
sion of  some  of  the  matters  and  facts  related  to  the  problem 
might  be  timely  and  appropriate  upon  such  an  occasion  as  this. 

In  1914  five  of  the  largest  and  most  enlightened  nations  in 
the  world,  practically  without  warning  and  almost  simultaneously, 
abandoned  the  ordinary  pursuits  of  peace  and  for  more  than  four 
rears  devoted  their  utmost  efforts  to  the  destruction  of  lives  and 
roperty.  Millions  of  men  were  at  once  withdrawn  from  their 
customary  occupations  and  were  either  assembled  and  organized 


as  armies  devoted  to  military  purposes,  or  they  were  employed 
in  the  manufacture  of  material  required  by  the  war  program. 
The  economic  effect  of  this  change  was  soon  observed  in  the 
steadily  advancing  prices  of  commodities  and  materials.  Such 
changes,  first  noticeable  in  the  countries  directly  engaged  in  the 
war  were  soon  reflected  in  the  prices  of  materials  in  this  and 
other  countries  not  at  that  time  participants  in  the  war. 

As  prices  advanced,  due  to  an  increased  demand,  together 
with  a  lessened  world  production,  the  cost  of  living  gradually  and 
naturally  went  up,  which  was  also  followed,  and  necessarily  so, 
by  increased  wages.  The  United  States  entered  the  world  war 
in  1917,  and  by  November,  1918,  over  4,000,000  of  our  young  men 
had  been  withdrawn  from  their  ordinary  pursuits  and  assembled 
as  armies  and  they  had  not  only  ceased  to  produce,  but  actually 
created  enlarged  demands  upon  our  factories,  farms  and  labor. 
New  and  temporary  cities  were  built  for  housing  the  new  armies 
hastily  created.  Existing  factories  were  enlarged  and  new  fac- 
tories were  built  in  response  to  an  ever-increasing  demand  for 
the  materials  and  munitions  needed  for  the  prosecution  of  the 
war.  Immense  warehouses  were  also  constructed  in  which 
to  store  such  materials  until  needed.  A  comparison  of  prices 
and  wages  as  they  were  in  1914,  at  the  beginning  of  the  war, 
with  those  in  effect  in  June,  1920,  the  date  when  the  high  point 
seems  to  have  been  reached,  shows  clearly  the  effect  which  the 
war  and  incidental  changes  had  upon  economic  conditions  in 
this  country. 

Assuming  the  cost  of  living  to  have  been  100  per  cent,  in 
1914,  IT  had  reached  220  per  cent,  ttlf  ^iT*1  rni"f  JT>  -*"*">  1fll(h 
Wages  at  100  per  cent  in  1914  had  advanced  to  215  per  cent  in 
192o!  The  figures  I  have  used  are  based  on  official  reports  and 
refer  to  conditions  in  the  United  States.  The  advance  in  cost  of 
living  and  wages  was  very  much  greater  in  European  countries 
than  it  was  here.  Since  June,  1920,  the  cost  of  living  in  the 
United  States  has  declined  over  30  per  cent,  as  shown  by  the 
latest  and  most  reliable  statistics. 

The  high  costs  of  1920  were  due  directly  to  the  disturbed  and 
unsound  conditions  brought  about  by  the  war.  The  effect  of  the 
war  upon  the  nations  of  the  world  was  much  like  the  effect  of  a 
serious  fever  upon  the  human  body.  As  the  fever  runs  its  course 
the  temperature  rises  higher  and  higher,  the  patient  gradually 
getting  weaker  until  at  last  the  fever  subsides.  The  subsidence 
of  the  fever  is  not  infrequently  followed  by  a  complete  or  serious 
collapse.  But  if  the  patient  can  only  hold  out  tor  a  relatively 
short  time  convalescence  begins  and  he  gradually  regains  his 
strength  and  is  often  much  better  and  stronger  ever  after.  The 
feverish  conditions  brought  about  by  the  war  seem  to  have 
reached  the  high  point  in  this  country  last  June.  Since  then 
the  patient  has  been  and  still  is  in  a  more  or  less  shaky  and 
unsettled  condition,  but  we  have  definitely  passed  the  critical 
point,  and  recovery,  I  am  confident,  is  under  way. 

The  actual  war  has  now  been  ended  more  than  two  years. 
Men  and  women  are  getting  back  to  their  usual  peace-time  em- 
ployment, and  the  shortage  of  food  and  supplies  in  the  world  as 
a  whole  is  gradually  being  made  up,  but  the  necessary  processes 
of  readjustment  are  still  far  from  complete.  For  more  than  four 
years  the  leading  nations  of  the  world  devoted  their  utmost 
energies  toward  destruction,  and  now  the  bill  must  be  paid. 

In  this  day  of  the  fast  ocean  liner,  the  airplane,  the  trans- 
Atlantic  cable,  and  telephone,  we  are  in  effect  much  nearer  the 
rest  of  the  world  than  formerly,  and,  whether  we  will  or  not,  we 
cannot  be  wholly  immune  from  the  ills  which  press  down  upon 
the  rest  of  humanity,  but  we  are  so  much  better  off  than  any 
other  nation  in  the  world,  that  our  task  incident  to  industrial  and 
economic  recovery  ought  to  be  relatively  easy.  Our  national 
prosperity  is  largely  influenced  by  conditions  in  the  rest  of  the 
world,  because  the  volume  of  our  trade  with  the  rest  of  the 
world  has  an  important  bearing  upon  our  own  industry,  but  I 
shall  not  discuss  that  important  and  very  complex  question,  be- 
cause I  do  not  feel  competent  to  do  so. 

But,  however  important  our  foreign  trade  may  be,  our  in- 
terior domestic  trade  is  of  infinitely  greater  importance.  More 
than  105,000,000  people  live  within  the  boundaries  of  continental 
United  States,  and  our  population  has  increased  42,000,000  within 
the  last  thirty  years,  or  at  the  rate  of  1,400,000  per  year.  As  a 
nation  we  shall  surely  continue  to  grow.  With  an  area  of  over 
3,000,000  square  miles,  rich  in  all  natural  resources,  we  can 
easily  support  a  population  four  times  as  large  as  we  have  at 
present.  While  there  is  still  in  many  parts  of  the  world  an 
actual  shortage  of  foodstuffs  and  materials  needed  in  industry, 
we  in  this  country  have  an  abundance  of  everything  necessary 
for  our  health  and  comfort.  As  a  matter  of  fact,  we  actually  at 
this  time  have  more  wheat,  corn,  cotton,  wool,  iron,  coal  and 
almost  every  other  necessary  thing  than  we  need  or  can  use. 
We  have  more  than  one-half  of  all  the  gold  in  the  world.  Our 
national  debt,  while  large,  is  not  beyond  our  capacity  to  bear 

need  not  be  disturbing.  Our  institutions  are  sound  and  our 
iment  is  and  will  continue  to  be  just  what  we  make  it. 

Why  is  it  then  that  so  many  are  inclined  to  be  pessimistic 

the  present  time?     Briefly,  it  is  because  we  are  now  paying 

ir  a  dinner  long  since  eaten,  which  is  hardly  ever  a  cheerful 

process.     In   this   case,  however,  the  price  is  not   excessive,   is 
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lly  \villiln  our  means,  and  in  any  event  it  miiHt  bo  paid.  Our 
peace  program  of  house-building,  road-building  and  general  de- 
M  lopment  was  seriously  checked,  If  not  wholly  stopped,  by  the 
\\ar.  We  must  get  back  to  our  normal  peace-time  activities  and 
conditions.  While  prices  are  generally  lower  than  they  were  a 
year  ago,  and  are  still  falling,  they  are  much  higher  than  they 
wno  In  1914,  and  those  who  contemplate  the  expenditure  of 
money  for  building  and  development  purposes  will  naturally 
pone  such  action  as  long  as  they  believe,  as  many  or  most 
do,  (hat  prices  will  be  lower  still,  a  little  later  on,  and  that  an 
Investment  then  made  would  prove  to  be  more  profitable.  I 
think  most  of  us  expect  to  see  prices  generally  lower  than  they 
arc  at  this  moment.  How  much  lower  they  will  go  no  one  can 
possibly  know,  but  I  feel  confident  that  they  will  not  go  back 
to  the  1914  basis.  There  Is  every  reason  to  believe  that,  as 
prices  more  nearly  approach  the  new  normal  basis,  whatever 
that  basis  may  be,  industrial  activity  will  quicken.  As  I  see  it, 
the  more  promptly  we  can  now  get  back  to  a  stable  basis  of 
prices,  wages  and  profits,  the  better  will  it  be  for  all. 


Railroads  h;ive  felt  the  effect 
every  other  rnypnratinn   ni- 


^p  high  rnst  of  living  like 
hiit   tho 


in   railroad    charges   has   been   much   less   than   the  Increase  in 


almost   every  other   connect  on.    As   the   cost  of  living  comes 
down,  as  it  must  and  will,  wages  will  also  come  down,  and  as 


and  material  prices  come  down,  industry  will  quicken  and 
railroad  rates  and  charges  will  come  down  also.  Wages  con- 
stitute the  largest  single  item  in  the  cost  of  railroad  operation, 
and  the  railroads  are  still  paying  wages  fixed  by  governmental 
authority  at  a  time  when  living  costs  were  at  the  highest.  The 
railroads  today  are  doing  not  more  than  two-thirds  of  what  they 
are  equipped  to  do,  but,  unlike  ordinary  industries,  they  cannot 
reduce  expenses  in  the  same  ratio  that  the  business  may  fall 
off.  The  railroads,  for  instance,  are  obliged  to  keep  stations 
open  and  operate  a  minimum  number  of  trains  for  the  conven- 
ience of  the  public,  regardless  of  whether  such  service  is  profit- 
able or  not. 

If  I  have  correctly  described  and  interpreted  conditions  as 
they  now  exist,  what  may  we  expect  or  say  concerning  the  fu- 
ture, and  particularly  concerning  the  future  of  the  railroads? 
Personally  I  feel  confident  and  optimistic  concerning  the  future. 
I  believe  that  our  country,  because  of  its  great  extent  and  its 
rich  natural  resources,  is  going  to  continue  to  grow,  in  which 
event  it  is  going  to  require  the  service  of  the  steam  railroads 
in  ever-increasing  measure.  The  people  in  this  country  have 
always  favored  an  economic  policy  which  permitted  the  indi- 
vidual the  fullest  and  freest  opportunity.  We  have  respected 
the  rights  of  property  as  we  have  respected  the  rights  of  labor, 
and  I  believe  that  in  the  past  we  have  honestly  tried  as  a  people 
to  deal  fairly  with  both.  I  am  confident  that  we  shall  continue 
to  protect  and  encourage  both  in  the  future.  We  sometimes 
hear  it  urged  that  the  government  should  own  and  operate  the 
railroads  instead  of  permitting  the  railroads  to  be  held  and 
operated  by  the  owning  companies  under  governmental  regula- 
tion, as  has  been  our  policy  in  the  past.  I  do  not  believe  that 
the  policy  of  government  ownership  of  industry  of  any  char- 
acter is  necessary  or  desirable  in  our  country,  and  I  do  believe 
that  Congress,  by  virtue  of  the  Esch-Cummins  act,  has  made 
possible  the  successful  private  operation  of  the  railroads  in  the 
future. 

It  has  been  claimed  b     some  who  desire  a  change,  that  the 


railroads  under  private 


ef- 


fectively  and    pnnsemipnflv    pnnnnt   perform    as   1ari>e    a    measure 
of  service  for  the  miblio.  as  could  be  dope  with  the 


tles  under  federal  nwnpraliiininr  «*""-fa"  The  fallacy  of  that 
argument  is  clearly  demonstrated  by  the  fact  that  during  the 
year  ended  December  31,  1920,  the  1,800  independent  railroad 
companies  in  this  country,  reporting  to  the  Interstate  Commerce 
Commission,  were  able  to  so  cn-ordinafp  dip'*-  °"V"-tg  that  they 
handled  during  the  year  9,000,000.000  ton  miles  more  than  they 
ever  handled  before  in  the  same  length  of  time.  This  effective 
rn-nrdinatlnn  on  the  part  of  the  carriers  wap  made  nnasihle  hv 
the 


There  have  been  many  in  the  past  who,  while  favoring  pri- 
vate ownership,  have  feared  that  It  might  fall  as  an  economic 
policy  because  of  the  inability  of  the  carriers  to  secure  adequate 
rates  for  the  services  which  they  perform,  and  on  that  account 
be  unable  to  provide  the  new  capital  necessary  for  additions 
and  betterments.  Congress  was  fully  advised  concerning  the 
capital  needs  of  the  carriers  and  realized  also  that  the  necessary 
new  capital  could  not  be  obtained  unless  the  credit  of  the  roads 
was  sound  and  on  a  satisfactory  basis.  The  transportation  act 


of  1920  lays  down  a  definite  rule  for  the  future 
Interstate  Commerce  Commission  in  the  fixing 


rates,  and  it 


was  clearly  the  intent  of  Congress  tn  establish  a.  rule  which 
would  sustain  and  stabilize  the  credit  of  the  carriers.  I  assume 
yoTl~afp"all  familiar  \vYfh  1he  rule  to  Vliirh  t  refer,  and  1  will 
not  discuss  it  in  detail,  but,  acting  in  accord  with  the  provisions 
of  the  law,  tho  Interstate  Commerce  Commission  promptly 
granted,  during  the  summer  of  1920,  such  increases  as  the  act 
justifies,  and  in  mv  opinion  the  increases  so  granted  would  have 
been  ample  to"  fulfill  the  Intent  of  Congress  and  the  avowj 


purpose  of  the  act  If  we  had  not  been  confronted  »t  iha  ifln™ 
time  pr  snnruv  tnernahiT  wim  an.hlmont  nnpr0/.0,i«ntn,l  rf^.Hn« 
In  business,  brought  about  by  the  processes  of  readjustment 
which  1  nave  already  adverted  to.  and  resulting  from  the  WaT 
Rates  as  Cause  of  Depression 

It  has  been  claimed  by  some  that  the  depression  in  business 
was  caused  by  the  increased  transportation  charges.  While  I 
have  no  desire  to  minimize  the  effect  of  higher  transportation 
charges,  I  am  confident  that  during  the  last  three  or  four  months 
the  business  of  the  country  as  a  whole  would  have  been  very 
little,  if  any,  larger  even  if  the  railroads  had  carried  the  ton- 
nage offered  free  of  any  charge  whatever.  The  decline  in  busl- 
hess  was  not  caused  by  higher  freight  rates,  but  was  brought 
about  by  the  very  same  causes  that  made  the  higher  freight 
rates  necessary.  Congress,  in  my  opinion,  has  provided  In  the 
new  transportation  act  a  rule  for  rate-making  which  ought  to 
restore  and  stabilize  the  credit  of  the  carriers,  and,  if  so,  there 
Is  now  no  reason  from  that  point  of  view  to  fear  that  private 
ownership  will  not  continue.  It  should  be  clearly  recognized, 
however,  that  we  cannot  afford  to  continue  the  policy  of  private 
ownership  except  on  the  basis  of  its  complete  success.  We  must 
have  ample  transportation  facilities  In  a  country  such  as  ours. 

One  other  very  important  phase  of  the  whole  question  at 
the  present  time  is  the  labor  problem  as  it  affects  the  railroads. 
The  railroads  in  the  aggregate  employ  roundly  2,000,000  men  and 
women,  and  out  of  every  dollar  which  they  collect  from  the 
public  for  the  services  which  they  perform  from  45  to  as  high 
as  70  cents— varying  from  time  to  time — are  paid  out  directly 
to  the  employes  in  the  service  of  the  carriers.  Before  the  war 
the  railroads  paid  for  labor  about  45  cents  of  every  dollar 
earned.  Since  the  war,  and  particularly  since  the  period  of 
readjustment  began,  the  wage  payment  of  the  railroads  has  in 
some  instances  taken  as  high  as  70  cents  out  of  every  dollar 
earned.  That,  however,  does  not  reflect  a  normal  or  permanent 
condition.  It  does  reflect  a  temporary  situation,  resulting  from 
the  war  which  will  be  properly  adjusted  as  prices  and  wages 
gradually  find  a  lower  and  more  normal  level.  Congress  has  set 
up  machinery  designed  to  deal  in  an  orderly  manner  with  ques- 
tions which  may  arise  in  the  future  between  the  railroads  and 
their  employes  relating  to  wages  and  working  conditions.  Con- 
gress clearly  recognized  the  serious  results  which  would  flow 
from  any  considerable  interruption  of  the  transportation  service 
in  this  country,  which  might  be  caused  by  disputes  arising  be- 
tween the  railroads  and  their  employes,  and,  not  being  willing 
to  prohibit  strikes  by  law,  it  sought  to  provide  machinery  which 
would  assure  to  the  railway  employes  at  all  times  just  as  fair 
and  reasonable  wages  and  working  conditions  without  striking 
as  they  could  expect  to  obtain  even  if  they  did  strike.  While 
this  provision  of  the  act  has  been  criticized  somewhat  by  the 
companies  and  the  employes  as  well,  it  can  at  least  be  said  that 
by  virtue  of  the  act  we  have  had  continuity  of  service  during 
a  critical  period  of  twelve  months  and  during  which  time  one 
of  the  most  complex  labor  problems  that  ever  confronted  the 
railroads  was  being  slowly  worked  out  and  adjusted.  I  am  con- 
fident that  the  labor  provision  of  the  law  will  also  be  successful. 

I  repeat  that  by  virtue  nf  the  transportation  ant  of  192Q 
Congress,  in  mv  opinion,  has  made  private  ownership  and  opera- 
tion of  the  railroads  nnsaihla  hnf  whether  private  nwnerahjn 


will  actually  endure  or  nof,^  having-  hepn  made  possible, 
depend  upon  whether  the  neonle  aa  a  whole  continue  to  want  It. 
During  the  debates  that  took  place  in  Congress  while  the  Escn- 
Cummins  act  was  under  consideration,  distinguished  and  able 
senators  and  congressmen  united  in  saying  that  we  had  in  this 
country,  previous  to  the  war,  the  best  and  most  efficient  trans- 
portation system  by  rail  in  the  world.  They  also  said  that  we 
had  not  only  had  the  lowest  transportation  charges  of  any  coun- 
try, but  that  railroad  wages  at  the  same  time  had  been  the 
highest.  Private  capital  and  individual  initiative  gave  us  in  the 
past  the  best  transportation  system,  with  the  lowest  rates.  In 
the  world.  Private  capital  and  individual  initiative,  if  given  the 
opportunity,  will  also  provide  the  necessary  extensions  In  the 
future,  and  when  the  economic  readjustment  now  under  way 
shall  have  been  accomplished.  I  venture  to  predict  that  the 
transportation  charges  of  the  American  railroads  will  in  the 
future,  as  in  the  past,  continue  to  be  the  lowest  in  the  World. 


SOLUTION  FOR  RAILROAD  PROBLEM 

The  Traffic  World  Washington  Bur/an 

A  solution  for  the  railroad  problem,  involving  the  purchase 
by  the  government  of  the  2,500.000  freight  cars  in  round  numbers, 
of  the  railroads  through  the  issuance  of  5  per  cent  bonds  which 
would  be  turned  over  to  the  railroads,  and  the  rental  of  the  cars 
thereafter  to  the  railroads  at  around  $1.25  per  car  a  day,  was  out- 
lined to  President  Harding  May  4  by  Samuel  H.  Barker,  financial 
editor  of  the  North  American  of  Philadelphia,  Pa. 

The  way  Mr.  Barker  has  it  figured  out.  the  railroads  could 
sell  the  government  certificates  and  realize  thereon  approximately 
$3,000,000.000  which  in  turn  could  be  applied  by  the  roads  on 
needed  additions  and  betterments.  He  said  under  existing  con- 
ditions the  railroads  lack  ability  to  raise  additional  capital  In  any 


•: 

large  way  and  he  said  unless  there  could  be  great  expansion  of 
railroad  facilities  the  activities  of  the  American  people  were  cer- 
tain °o  be  restricted  when  the  present  industrial  depression  dis- 
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Nw  freight  cars,  under  Mr.  Barker's  plan,  would  be  fur- 
nished by  the  government.  He  estimated  that  about  700,000  would 
Se  needed  in  the  next  five  years  and  that  they  c  juld  co  st  ap  prox  - 

telv  $1  350  000,000.  That  arrangement  would  take  that  mui 
of  the  burden'off  of  the  railroads,  he  pointed  out  He  also  recom- 
mended the  pooling  of  all  freight  cars.  Out  of  the  rental  the  gov- 
ernment would  get  for  the  cars,  he  said,  there  would  be  enough  to 
pay  fixed  charges,  retire  each  year  1-15  part  of  the  car  service 
certificates  or  bonds  issued  by  the  government  to  buy  the  cars, 
keep  the  cars  In  repair  and  provide  an  amortization  fund.  Mr". 
Barker  said  objection  to  his  plan  on  the  ground  that  it  was  a  ste 
in  the  direction  of  government  ownership  of  the  railroads  was 
not  well  taken  as  it  would  no  more  put  the  government  m  the 
transportation  business  than  it  is  now  in  the  commercial  business 
of  the  country  by  reason  of  the  fact  that  it  issues  money  with 
which  business  is  transacted. 

.Mr  Baker  said  the  President  had  asked  him  to  submit  the 
plan  in  writing  so  that  it  could  be  sent  to  Senator  Cummins  of 
the  Senate  interstate  commerce  committee. 

NEW  LEGISLATION  PROPOSED 

Tht  Traffic  World  Washington  Bureau 

Senator  Frelinghuysen  of  New  Jersey  has  introduced  a  bill 
authorizing  and  directing  the  Secretary  of  the  Treasury  to  pay 
out  of  moneys  not  otherwise  appropriated  $8,800  to  Henry 
Jones  Ford,  on  account  of  service  rendered  as  Interstate  Com- 
merce Commissioner  from  June  11,  1920  to  March  4,  1921.  Mr. 
Ford  served  on  the  Commission  as  a  recess  appointee  of  Presi- 
dent Wilson,  and  as  he  was  not  confirmed  by  the  Senate,  he 
was  not  paid  any  salary.  Enactment  of  legislation  such  as  that 
proposed  by  Senator  Frelinghuysen  is  necessary  if  Mr.  Ford 
is  to  be  paid  for  his  service  as  a  commissioner. 

Senator  Willis  of  Ohio,  has  introduced  a  bill  (S.  1313) 
amending  section  407  of  the  transportation  act,  so  that  the  Com- 
mission would  have  jurisdiction  over  consolidations  of  telephone 
companies.  The  bill  provides,  however,  that  before  applications 
for  approval  of  consolidations  could  come  before  the  Commis- 
sion, the  applicants  would  have  to  obtain  the  consent  of  the 
public  service  commission  or  other  regulatory  body  of  the  state 
in  which  the  telephone  properties  involved  are  situated.  In  the 
cases  of  companies  situated  in  states  that  have  no  public  service 
commissions,  provision  is  made  for  applications  being  made 
direct  to  the  federal  commission.  In  such  cases  the  Commis- 
sion would  be  required  to  notify  the  governor  of  the  state  in 
which  the  property  was  situated  so  that  opportunity  for  hearing 
could  be  had. 

An  identical  bill  was  introduced  in  the  House  by  Repre- 
sentative Graham  of  Illinois  (H.  R.  5526). 

Senator  Cummins  introduced  a  bill  (S.  1346)  providing  for 
amendment  of  the  Interstate  commerce  act,  so  that  the  provi- 
sions of  that  act  and  all  acts  amendatory  thereof  would  not 
apply  to  the  Territory  of  Hawaii. 

Representative  Edmunds  of  Pennsylvania,  submitted  in  the 
House  a  joint  resolution  (H.  J.  Res.  90),  giving  to  the  President 
the  authority  in  time  of  war  or  any  other  emergency  to  sus- 
pend all  or  any  part  of  the  La  Follette  Seamen's  act. 

A  revision  and  clarification  of  paragraph  3  of  the  tenth 
section  of  the  interstate  commerce  law  which  makes  false  bill- 
ing a  misdemeanor  is  proposed  in  a  bill  (S.  1345)  introduced 
by  Senator  Cummins.  The  section  as  it  now  reads  applies  only 
to  a  consignor,  consignee  or  the  transportation  company.  As  pro- 
posed in  the  bill  the  section  will  apply  to  anyone  offering  prop- 
erty for  transportation  and  attempting  to  procure  its  transporta- 
tion for  less  than  the  published  rates  by  means  of  any  false 
representation,  false  report  of  weight,  false  statement  as  to  the 
character  of  goods  or  by  means  of  any  other  device. 

Another  offense  defined  by  the  proposed  legislation  would 
be  the  procurement  or  an  attempt  to  procure  the  payment  or 
approval  for  payment,  in  whole  or  in  part,  by  a  common  car- 
rier. of  any  claim  for  loss  or  damage  or  any  claim  purporting 
to  be  for  loss  or  damage  by  the  making  of  false  statements 
or  false  representations  as  to  the  cost  or  value  of  such  prop- 
erty, or  the  nature  or  extent  of  injury  to  such  property,  or  by 
the  use  of  any  false  paper  in  the  support  of  such  claim.  The 
person  making  such  false  claim  or  false  supporting  paper  would 
be  deemed  guilty  of  fraud.  The  punishment  for  either  offense 
would  be  a  fine  not  exceeding  $5,000  or  imprisonment  in  the 
penitentiary  for  not  exceeding  two  years,  or  both. 

Experience  with  the  paragraph  of  the  tenth  section  as  it 
stands  has  proved  that  courts  are  inclined  to  be  exceedingly 
technical.  One  judge  held  that  it  did  not  apply  to  a  consignee 
who  had  received  the  property  by  reconsignment.  Another 
claim  which  the  Interstate  Commerce  Commission  has  had  to 
meet  in  Its  efforts  to  enforce  the  law  is  that  a  claim  agent  is 
not  an  agent  within  the  meaning  of  the  section  nor  an  em- 
ploye. The  paragraph,  as  proposed  to  be  revised,  makes  no 
attempt  to  classify  possible  offenders,  but  by  its  terms  covers 


son  of  Arkansas  He  said  the  measure  was  advocated  by  the 
Nationaf  Council  of  the  Commercial  Travelers'  Association  ot 
thP  United  States  and  allied  associations. 

"It :  IB  believed  that  its  passage  would  bring  an  immediate 
cash  return  o  the  railroads  of  between  fifty  million  and  one 
hundred  mniion  dollars,  and  at  the  time  save  the  railroads  ex- 
pense and  inconvenience  in  clerical  help,  checking  baggage  and 
tuning  tickets,"  said  Senator  Robinson.  "The  present  high  pas- 
senger rate  has  resulted  in  a  great  decrease  m  earnings  and  has 
seriously  interfered  with  the -prosperity  of  business  m  general 

"During  the  war  it  was  advisable  to  discourage  travel  and 
high  passenger  rates  were  then  justified,  but  the  present  rates 
have  resulted  in  a  curtailment  by  about  one-half  of  the  amount 
of  travel  normally  due  to  commercial  travelers  and  similar 
groups.  This  has  had  a  deleterious  effect  on  business  gener 

aHy'senator  Harris  has  introduced  a  similar  bill,  providing  for 
interchangeable  mileage  books  of  not  less  than  1,000  miles  each, 
at  a  rate  of  33V3  per  cent  less  than  the  regular  passenger-fare 

6When   Senator  Robinson  introduced   his   bill   Senator   Dial, 
of  South  Carolina,  inquired  whether  it  would  effect  reductions 
in  Pullman  fares.     Senator  Robinson  replied  it  would  not,  1 
that  rates   on  Pullman  cars  were   excessive  and   "in  time  will 
have  to  be  reduced." 

A  bill  (H  R.  5760)  was  introduced  by  Representative 
Sanders,  of  Texas,  amending  the  interstate  commerce  act  so 
that  regulation  of  intrastate  commerce  would  be  reserved  to 
the  several  states. 

Amendment  of  paragraph  5  of  section  1  of  the  interstate 
commerce  act  by  the  addition  of  a  paragraph  giving  the  Com- 
mission jurisdiction  over  rates,  tolls,  tariffs,  charges,  rentals 
and  royalties  of  all  persons,  firms  or  corporations  engaged  in 
the  transmission  of  intelligence  by  wire  or  wireless  is  proposed 
in  a  bill  (H.  R.  5630)  introduced  by  Representative  McSwain. 

REPEAL  OF  TRANSPORTATION  TAX 

The  Traffic  World  Washington  Buren-t 

"The  transportation  tax  is  objectionable,  and  I  wish  it  were 
possible  to  recommend  its  repeal,  but  this  tax  produces  revenue 
in  the  amount  of  about  $330,000,000  a  year  and  could  not  safely 
be  repealed  or  reduced  unless  Congress  is  prepared  to  provide 
an  acceptable  substitute,"  said  Secretary  of  the  Treasury  Mellon, 
in  a  letter  to  Chairman  Fordney,  of  the  House  ways  and  means 
committee,  made  public  May  2.  Secretary  Mellon  discussed  in 
the  letter  revision  of  the  revenue  laws. 

Several  bills  proposing  repeal  of  the  transportation  tax  have 
been  introduced  at  the  present  session  of  Congress,  and  there 
is  considerable  sentiment  in  Congress  favoring  repeal  of  that 
tax. 

For  the  first  three-quarters  of  the  fiscal  year  1921,  the  Sec- 
retary stated  in  his  letter,  expenditures  totaled  $3,783,771,996, 
of  which  about  $600,000,000  went  to  the  railroads.  An  estimate 
of  about  $545,000,000  for  payments  to  the  railroads  in  the  fiscal 
year  1922  was  submitted  by  the  Secretary.  He  said  this  amount 
would  be  necessary  to  meet  payments  required  by  the  trans- 
portation act,  and  also  payments  to  be  made  by  the  Director 
General  of  Railroads  in  making  settlements  with  the  railroads. 

For  the  entire  fiscal  year  of  1921  it  is  estimated  by  the 
Treasury  that  the  total  payments  to  the  railroads  will  total  $803,- 
551,212.  This  estimate  includes  payments  under  the  transporta- 
tion act  and  payments  by  the  Director  General  of  Railroads. 

FEDERAL    HIGHWAY  COMMISSION    PROPOSED. 

Senator  Townsend,  of  Michigan,  chairman  of  the  Senate 
committee  on  post  offices  and  post  roads,  has  introduced  his 
bill  providing  for  the  establishment  of  a  post  road  and  inter- 
state highway  system,  and  the  creation  of  a  federal  highway 
commission,  which  would  be  composed  of  five  members  to  be 
appointed  by  the  President  and  confirmed  by  the  Senate,  at  a 
salary  of  $10,000  a  year  each. 

The  duty  of  the  commission  would  be  to  prepare  plans  for 
the  interstate  highway  system  contemplated  by  the  bill.  The 
bill  proposes  to  appropriate  $100,000,000  to  be  used  in  road  work 
during  the  fiscal  year  ending  June  30,  1922  and  $100,000,000  for 
the  fiscal  year  1923. 


STATE  SHOWS  SYMPATHY 

The  Department  of  Public  Works  of  the  state  of  Washing- 
ton has  authorized  the  Great  Northern  Railway  to  substitute  a 
three-time-per-week  schedule  for  the  daily  service  hitherto  ren- 
dered between  Marcus  and  Oroville,  and  between  those  two  points 
and  Republic.  The  order  is  temporary  and  the  company  is 
required  to  make  weekly  reports  of  passenger,  express,  freight 
and  mail  revenues  so  that  when  indications  point  to  a  return 
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ti v  favorable  conditions  In  the  territory  served,  the  depart- 

mi-Hi  ran  "make  such  order  as  subsequent  developments  In 
tuiiic.  ivvrnue,  etc.,  may  warrant." 

In  tone  the  opinion  which  preceded  the  order  Is  sympa- 
thetic with  the  railroads  and  condemnatory  of  government 
ownership. 

"\\V  :irc  convinced,"  It  says,  "from  a  consideration  of  all 
i  tu-  evidence,  that  the  losses  actually  sustained  by  the  company 

outweigh  any  inconveniences  or  losses  shown  as  likely  to 
in  incurred  by  the  complainants.  In  fact,  from  the  showing 
maili'.  wt»  seriously  question  the  power  of  the  department,  umli-r 
i lir  guarantees  of  federal  and  state  constitutions,  to  require  the 

!>uny  to  continue  to  give  service  at  so  material  a  loss. 

"Practically  all  railroads  in  the  United  States  have  under- 

i'  the  severe  trial  of  government  operation  and  management. 
Their  mangled  and  neglected  bodies  have  been  returned  to 
their  owners  to  nurse  back  to  a  healthy  financial  and  physical 
condition  during  a  period  even  more  trying  than  that  through 
which  they  have  so  recently  passed.  The  excellent  service  to 
which  we  have  become  accustomed  cannot,  under  conditions 
commonly  known  to  exist  at  the  present  time,  be  continued." 


MONTANA  RATES  ON  SAND,  ETC. 

In  line  with  the  recent  decisions  of  the  Michigan  and  New 
York  state  commissions,  reducing  the  intrastate  rates  on  crushed 
stone,  gravel  and  sand,  the  Montana  commission  April  28,  issued 
a  similar  order.  In  the  Montana  case,  however,  the  order  dif- 
fers in  that  the  reduction,  which  brings  the  rates  back  to  their 
level  of  August  31,  1920,  before  the  25  per  cent  increase  granted 
in  Mountain  Pacific  territory  under  Ex  Parte  74  became  effec- 
tive, includes,  in  addition  to  the  commodities  mentioned,  cement. 
The  order  is  temporary  in  its  effect,  the  rates  called  for  going 
into  effect  May  20,  and  "continuing  in  force  and  effect  to  and 
including  the  20th  day  of  November,  1921,  when  the  same  shall 
expire  without  further  action." 

The  cement  rate  is  specifically  ordered  back  to  its  pre-Ex 
Parte  74  level,  but  the  temporary  sand,  crushed  rock  and  gravel 
rate  is  built  on  a  mileage  bases,  which  allows  20  cents  per  ton 
additional  for  two-line  hauls  over  one-line  hauls  for  the  same 
distance.  The  general  level  is,  however,  about  what  it  was  on 
August  31,  1921. 

In  making  the  order,  the  Montana  commission  calls  atten- 
tion to  the  fact  that  it  reserved  the  right  to  review  individual 
rates  when  it  promulgated  its  order  allowing  the  25  per  cent 
horizontal  increase.  It  expresses  the  hope  that  the  reduction 
in  the  rates  on  road  building  materials  will  aid  the  state  which 
"from  an  industrial  and  commercial  standpoint  is  almost  stag- 
nant." It  also  accepts  it  as  a  fact  that  none  of  these  com- 
modities will  move  under  the  present  rates  and  that  the  volume 
which  will  move  under  the  reduced  rates  will  be  a  benefit  to 
the  carriers. 


SHORT  LINE  MEETING 

The  annual  meeting  of  the  American  Short  Line  Railroad 
Association  will  be  held  in  Washington,  D.  C.,  at  the  New 
Willard  Hotel,  May  18  and  19.  In  the  call  for  the  convention 
the  association  says: 

"Conditions  surrounding  all  classes  of  rail  carriers  in  the 
United  States,  as  well  as  in  other  parts  of  the  world,  have  gone 
from  bad  to  worse.  This  adverse  condition  must  be  overcome, 
and  that  can  be  accomplished  through  the  combined  intelligence 
and  joint  efforts  of  all  interested  parties.  Short  lines  have  suf- 
fered grievously  and  will  continue  to  suffer  if  they  do  not  join 
in  the  work  of  finding  a  solution  of  existing  problems,  especially 
those  affecting  their  own  interests.  The  situation  demands  the 
attention,  and  requires  the  attendance,  of  the  ablest  and  most 
experienced  officials  of  all  the  short  lines." 

Particular  attention  will  be  given  to  the  following  questions: 

"What  are  the  governing  adverse  conditions  surrounding 
our  railroads— especially  member  lines?  What  can  be  done  to 
reduce  the  cost  of  operation  and  maintenance?  Do  the  present 
high  rates  materially  reduce  the  volume  of  traffic?  What  condi- 
tions or  circumstances  will  justify  a  reduction  of  present  rates? 

"Has  the  Transportation  Act  of  1920  had  a  fair  trial?  What, 
if  any,  amendments  should  be  made  to  that  Act;  and  what,  if 
any,  amendments  should  be  made  to  the  Interstate  Commerce 
Law?  What,  if  anything,  should  be  presented  in  behalf  of  short 
line  railroads  before  the  Senate  Interstate  Commerce  Committee, 
which  has  been  authorized  to  investigate  all  phases  of  the  trans- 
portation question? 

"The  records  of  the  Interstate  Commerce  Commission  show 
that  most  of  the  short  lines  have  neglected  to  give  necessary  at- 
tention to  the  valuation  of  their  properties.  The  value  fixed 
by  the  Commission  is  vital  to  the  owners,  for  the  reason  that 
the  Commission  is  proceeding  under  the  Transportation  Act  to 
adopt  plans  for  the  consolidation  of  all  carriers  into  a  few  sys- 
tems, and  it  cannot,  when  authorizing  consolidations  or  mergers, 
permit  the  owners  of  such  properties  to  receive  therefor  more 
than  the  value  fixed  by  them. 

"Present  plans  for  exchanging  transportation  between  the 
trunk  roads  and  short  lines  is  proving  very  unsatisfactory.  What 
should  be  done  to  meet  that  situation? 


OHIO  TRACTION  RATES 

Thi  Traffic  World  Waihtnalon  Burfau 

Argument  was  heard  by  the  Commission,  May  5,  In  No. 
12123,  in  the  matter  of  rates  and  fares  for  passengers  charged  on 
the  lines  of  the  Pennsylvania-Ohio  Power  &  Light  Company  In 
the  state  of  Ohio.  Douglass  D.  Storey  and  Ralph  J.  Baker,  coun- 
sel for  the  traction  company,  asked  relief  from  the  "restrictive 
and  discriminatory  franchise  rates  fixed  by  a  franchise  contract 
of  the  Village  of  Hubbard,  Ohio."  In  1901,  and  enforced  by  the 
public  utilities  commission  of  Ohio. 

The  petitioner  operates  an  interurban  electric  railway  be- 
tween Youngstown,  O.,  and  Sharon,  Pa.,  midway  between  which 
Is  Hubbard.  Under  the  franchise  contract  complained  of  rates 
were  prescribed  not  only  for  service  within  the  limits  of  Hubbard 
hut  also  for  service  between  Hubbard  and  Youngstown  and  Hub- 
bard and  Sharon.  The  rates  under  attack  are  those  applying 
between  the  latter  named  points  as  no  issue  was  raised  as  to  the 
rates  applying  wholly  within  Hubbard.  The  traction  company 
asks  authority  to  raise  the  rates  In  Issue  to  the  interstate  level. 

John  J.  Boyle,  counsel  for  the  Village  of  Hubbard,  and  J.  H. 
Leighninger,  counsel  for  the  city  of  Youngstown,  O.,  opposed  the 
petition  of  the  applicant  on  the  ground  that  the  Commission  was 
without  jurisdiction  to  set  aside  the  franchise  contract  rates. 


NEW  ENGLAND  INCREASES 

The  Traffic  World  Washington  Burtau 

According  to  reports  from  Boston,  the  committee  appointed 
by  the  governors  of  New  England  states  to  consider  the  applica- 
tion of  New  England  carriers  for  permission  to  make  a  tempor- 
ary increase  in  intra-territorial  rates,  amounting  to  ten  per  cent, 
is  prepared  to  make  a  report  holding  that  the  permission  should 
not  be  granted  on  the  ground  that  New  England  industries  can- 
not stand  another  increase. 

That  was  substantially  the  position  taken  at  the  conferences 
called  by  the  governors  at  the  instance  of  the  railroad  executives, 
when  the  latter  initiated  the  move  for  temporary  help  of  the  kind 
mentioned.  The  New  England  shippers  said  they  had  gone  as  far 
as  they  felt  they  could  afford  to  go  when  they  supported  the  appli- 
cations for  Increases  which  resulted  in  the  decision  in  Ex  Parte 
No.  74,  and  the  backing  they  gave  the  New  England  carriers  when 
they  filed  their  complaint  asking  for  larger  divisions  on  traffic 
exchanged  with  their  trunk  line  connections. 

E.  J.  Pearson,  president  of  the  New  Haven,  in  a  statement 
issued  May  1,  apparently  in  answer  to  the  reports  that  the  final 
recommendation  of  the  committee  would  be  in  the  negative,  re- 
viewed the  situation  as  to  the  New  Haven,  by  pointing  out  that 
the  cumulative  deficit  of  that  carrier  up  to  the  end  of  March  of 
this  year,  excluding  federal  guarantees,  since  the  beginning  of 
1918,  was  $54,575,000.  He  said  the  accruing  deficits  have  com- 
pelled the  reduction  of  service,  the  deferring  of  maintenance,  the 
stopping  of  all  work  of  improvement  and  the  accumulation  of  ob- 
ligations which  will  compel  the  continuance  of  such  reductions  in 
service,  maintenance  and  improvement,  for  a  long  time  to  come 
in  order  that  the  deficits  may  be  liquidated. 

He  said  these  facts  had  been  presented  to  the  proper  govern- 
mental authorities  and  he  had  no  doubt  they  were  receiving 
careful  and  full  consideration. 


OPPOSITION  TO  HIGH  RATES 

The  Traffic  World  Waihinglon  Bureau 

Representative  Mansfield,  of  Texas,  declared  in  the  House, 
May  3,  that  "one  of  the  greatest  needs  appealing  to  Congress 
today"  was  "a  very  material  reduction  in  railroad  rates."  The 
necessity  for  such  reduction,  he  said,  was  illustrated  by  the 
following  article  in  a  Texas  (Palestine)  newspaper: 

"The  Michigan-Texas  Oil  Co.  received  two  cars  of  drilling 
machinery  to-day  to  enable  them  to  deepen  their  well  at  Jarvis. 
This  is  the  heaviest  rig  ever  shipped  to  this  section,  capable  of 
drilling  5,000  feet. 

"The  rig  was  shipped  from  a  point  40  miles  east  of  Shreve- 
port,  and  the  freight  on  the  two  cars  amounted  to  nearly  $1,400. 
Only  a  few  years  ago  a  similar  shipment  would  have  cost  less 
than  $300.  Two  flat  cars,  two  days  on  the  road,  producing  a 
revenue  of  $350  per  day  for  each  car  has  caused  a  great  deal  of 
comment  here." 

Mr.  Mansfield  let  the  matter  stand  at  that  without  further 
comment. 

Representative  Baker,  of  California,  said  producers  of  hay 
in  the  west  were  unable  to  ship  hay  to  eastern  points  as  they 
had  in  the  past  because  of  the  "exorbitant  freight  rates." 

"I  am  advised  that  during  the  month  of  March  there  were 
three  hundred  and  fifty-odd  thousand  idle  cars  that  could  have 
been  used  to  transport  this  product  and  like  products  across 
the  continent,  but  they  were  unused  on  account  of  the  machinery 
of  the  railroads  going  down,  because  they  are  turning  off  more 
men,  and  those  people  are  unable  to  ship  the  product,"  said  he. 

Mr.  Baker  submitted  the  following  letter  from  F.  F.  Miller, 
traffic  manager  of  the  Nicholls-Loomis  Company,  Los  Angeles, 
Calif.: 

"It  is  our  understanding  that   there  will   be   introduced  at 
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the  special  session  of  Congress  called  for  April  bills  repealing 
that  section  of  the  1920  transportation  act  which  directs  the 
Interstate  Commerce  Commission  to  establish  rates  which  will 
earn  a  specified  return  to  the  carriers  on  the  value  of  the  prop- 
erty they  have  devoted  to  transportation  services.  Under  the 
present  law  the  Commission  is  powerless  to  reduce  rates  unless 
they  can  show  an  Increase  in  revenue  will  result  from  such  re- 
duction. 

"The  rates  granted  the  carriers  by  the  Commission  in  case 
Ex  Parte  74  may  have  been  reasonable  at  that  time,  but  condi- 
tions have  changed  considerably  since  then  and  the  present 
rates  are  very  unjust  and  unreasonable.  Following  is  a  typical 
example  of  the  conditions  which  have  been  brought  about  by 
rates  established  under  the  1920  transportation  act:  We  shipped 
a  car  of  hay  from  Los  Angeles  to  Lexington,  Ky.,  the  invoice 
value  being  $887.04,  delivered  Lexington;  freight  charges  and 
war  tax  amounted  to  $482.92,  leaving  $404.12  net  to  us.  These 
conditions  are  very  discouraging.  At  the  present  time  there 
are  thousands  of  tons  of  alfalfa  hay  in  the  State  of  Nevada, 
which  generally  moves  into  this  market,  but  owing  to  the  exorbi- 
tant freight  rates  same  is  still  in  the  fields  rotting. 

"A  recent  report  of  the  transportation  lines  showed  over 
358,000  surplus  cars  on  hand.  This  surplus  is  increasing  weekly 
instead  of  diminishing.  This  condition  can  not  go  on  much 
longer.  Business  can  not  return  to  normal  until  freight  rates 
are  reduced. 

"As  the  people's  representative  we  look  to  you  for  relief. 
We  urge  you  to  vote  for  any  bill  which  will  repeal  the  rate-mak- 
ing section  of  the  1920  transportation  act.  If  there  are  no  bills 
introduced  at  the  special  session,  we  ask  that  you  introduce 
such  a  bill. 

"Prompt  action  is  necessary  to  relieve  the  dangerous  situa- 
tion which  confronts  American  business  at  this  time." 

Representative  Arentz,  of  Nevada,  also  said  shipments  of 
hay  from  his  district  were  restricted  by  the  high  freight  rates, 
and  Representative  Stephens,  of  Ohio,  read  a  letter  from  I.  N. 
Price  &  Co.,  commission  merchants,  of  Cincinnati,  who  said 
"in  line  with  the  widespread  discussion  as  to  the  effect  of  the 
high  freight  rates  on  the  producing  as  well  as  the  consuming 
end  of  the  foodstuffs  industry  and  distribution,  we  are  outlining 
to  you  an  instance  wherein  a  car,  containing  280  crates  of  cab- 
bage, was  shipped  to  us  from  Bowling  Green,  Fla.,  to  be  sold  for 
account  of  the  shipper."  The  cabbage  was  sold  by  the  com- 
mission firm  for  $2.40  a  crate,  according  to  the  letter,  and  the 
freight  charges  from  Bowling  Green  to  Cincinnati  totaled  $430.30. 
The  freight  charges  were  deducted  from  the  gross  sales  of  the 
car,  the  letter  stated,  and  after  deducting  $95.20  for  drayage 
and  the  cost  of  handling,  there  was  a  net  balance  of  $146.50  for 
the  grower. 


LAKE  CARGO  COAL  RATES 

The  Traffic  World  Washington  Bureau 

The  Commission  has  declined  to  suspend  the  tariffs  filed 
by  carriers  under  its  special  sixth  section  permission  author- 
izing them  to  reduce  the  rail  rates  on  lake  cargo  coal  28  cents 
a  ton.  Application  for  suspension  was  made  by  the  Inland  Steel 
Company,  which  contended  that  flagrant  discrimination  against 
it  would  result  unless  the  tariffs  were  suspended  until  the  car- 
riers could  extend  the  rates  so  as  to  apply  to  Chicago  rate 
points.  The  Inland's  plant  is  in  that  district.  It  informed 
the  Commission  that  no  coking  coal  was  produced  in  the 
Illinois  and  Indiana  mines;  therefore,  inasmuch  as  its  com- 
petitors at  Duluth  and  Milwaukee  were  able  to  obtain  coking  coal 
from  Pennsylvania  and  West  Virginia,  they  would  be  able  to 
manufacture  pig  iron  at  forty  cents  a  ton  less  than  it  could  pro- 
duce It,  on  account  of  the  difference  in  freight  rates  alone. 

Luther  M.  Walter,  attorney  for  the  steel  company,  in  his  tele- 
gram on  the  subject,  seemed  to  assume  that  the  carriers  were 
willing  to  extend  the  application  of  the  rates  to  the  Chicago  rate 
territory.  The  negotiations  between  the  carriers  and  the  eastern 
mine  operators  carried  on  before  the  Commission  for  several  days 
before  the  special  permissions  were  issued,  showed  the  Commis- 
sion that  the  carriers  were  not  willing  to  extend  the  application  of 
the  rates  south  of  the  Illinois-Wisconsin  state  line.  Walter,  how- 
ever, was  not  in  those  conferences,  so  he  could  afford  to  assume 
that  the  failure  to  include  Chicago  within  the  area  of  the  applica- 
tion of  the  rates  was  an  inadvertence,  and  not  the  matured  deter- 
mination of  the  carriers  not  to  give  Chicago  the  benefit  of  re- 
duced lake  cargo  coal  rates. 

No  particular  attention  seemed  to  be  paid,  by  the  Commission. 
to  the  contention  of  Illinois  and  Indiana  operators  and  their 
agents  that  the  reduction  in  lake  cargo  coal  rates  would  result  in 
scrimination  against  them,  probably  for  the  reason  that  the  car- 
ters that  serve  them  are  not  the  rate-making  lines  to  the  lower 
lake  ports.  A  few  of  the  Illinois  and  Indiana  mines  are  served  by 
rrlers  that  also  serve  the  lower  lake  ports,  but  they  are  not  the 
carriers  that  serve  the  northwestern  states  where  the  competition 
between  lake  cargo  coal,  and  fuel  from  the  Illinois  and  Indiana 
nines  come  into  the  keenest  competition. 

The  first  of  the  reduced  rate  supplements  reached  the  public 
i  on  May  2,  to  be  operative  May  4.  They  were  physically 
*lved  even  before  the  special  permission  authorizing  them  was 


made  public  by  the  Commission,  and  those  affected  were  advised 
in  an  authoritative  way  that  a  reduction  was  to  be  made. 

DELAY  IN  BUYING  COAL 

The  Traffic  World  Washington  Bureau 

That  the  public,  in  holding  off  from  buying  coal,  is  un- 
wittingly contributing  to  the  "vexations  and  burdens  of  the  rail- 
roads, already  weighed  down  with  vexations  and  troubles,"  is  the 
opinion  expressed  by  Senator  Elkins,  of  West  Virginia,  in  a  state- 
ment issued  by  him  May  4.  He  said  the  question  confronting  the 
country  was  how  to  break  "the  buyers'  strike,"  if  such  it  may  be 
called. 

"A  sudden  restoration  of  a  market,  and  an  attempt  to  crowd 
the  hauling  of  the  bulk  of  the  nation's  coal  in  the  fall  and  winter 
months  will  place  upon  the  railroads  a  burden  which  they  are 
admittedly  unable  to  adequately  discharge,"  said  the  senator. 
"That  will  simply  mean  a  repetition  of  the  so-called  coal  famine  of 
last  year,  which  was  per  se  a  car  famine. 

"It  is  proposed  in  bills  before  Congress  to  induce  the  public 
to  lay  in  its  fuel  supply  in  ample  season  by  authorizing  and  direct- 
ing a  reduction  in  rates  by  means  of  seasonal  rates.  That  idea 
put  into  practice  might  prove  effective.  If  it  should,  it  is  hardly 
likely  to  meet  the  present  critical  situation  with  the  desired 
promptness.  That  help  would  be  likely  to  come  rather  late. 

"Under  existing  freight  rates  and  scales  of  miners'  wages  the 
prices  for  soft  coal  are  as  low  as  they  are  likely  to  be.  Wages  and 
freight  rates  are  the  main  supports  of  the  present  market  prices. 
The  present  wage  scale  has  until  April,  1922,  to  run.  It  is,  there- 
fore, useless  to  hope  for  a  reduction  in  wages  as  an  aid  to  lower 
soft  coal  prices  this  year." 

Senator  'Elkins  cited  figures  to  show  that,  on  a  yearly  pro- 
duction of  550,000,000  tons,  there  has  been  an  increase  of  $935,- 
000,000  in  wages  alone  over  what  it  cost  to  produce  soft  coal  be- 
fore the  war.  Freight  rates,  he  said,  had  practically  doubled  since 
1914. 

"Where  the  average  freight  rate  was  about  $1.50  a  ton  in 
pre-war  days,"  said  he,  "the  average  rate  now  is  about  $3  a  ton. 
For  long  distances  from  the  mines  the  rates  run  much  higher 
than  $3  a  ton.  The  increase  of  $1.50,  applied  to  a  yearly  produc- 
tion of  550,000,000  tons,  represents  an  advance  in  the  cost  of  soft 
coal  to  the  consumers  on  account  of  freight  charges  of  $825,- 
000,000.  Taken  together,  advances  in  wage  scales  and  in  freight 
rates  since  1914,  it  is  estimated,  have  added  $1,750,000,000  to 
the  yearly  coal  bill  of  the  nation. 

"The  conclusions  to  be  drawn  from  the  foregoing  are  that  (1) 
the  wage  scales  stand  until  April,  1922,  a  scale  written  under  gov- 
ernment supervision  if,  indeed,  not  by  government  direction;  (2) 
that  any  reduction  in  freight  rates  on  coal  is  likely,  if  it  comes 
and  when  it  comes,  to  be  too  late  to  correct  the  present  situation 
before  the  damage  has  been  done;  and  (3)  that  the  grave  concern 
felt  by  the  officials  of  the  government  over  the  coaling  of  the  coun- 
try for  next  fall  and  winter  is  abundantly  justified.  The  public's 
interest  and  concern  in  this  matter  are  second  to  no  other.  What 
the  public  needs  is  to  clearly  understand  that  by  holding  oft"  it  is 
assuming  too  great  a  risk  on  its  own  account." 

Senator  Elkins  said  approximately  200,000  miners  were  out  of 
work  and  their  dependents  in  distress.  His  state  ranks  second  in 
the  production  of  bituminous  coal. 

Senator  Cummins  called  a  meeting  of  the  Senate  committee 
on  interstate  commerce  for  May  7  to  consider  the  Frelinghuysen 
seasonal  coal  rate  bill. 


COAL  PRODUCTION  REPORT 

The  Traffic  World  Washington  Bureau 

Production  of  soft  coal  in  the  week  ended  April  23  showed  an 
increase  over  the  preceding  week,  the  total  output  being  esti- 
mated by  the  Geological  Survey,  Department  of  the  Interior,  in 
its  weekly  report  under  date  of  April  30,  at  6,829,000  net  tons,  an 
increase  of  294,000  net  tons  over  the  preceding  week. 

"In  spite  of  the  increase,"  the  Survey  stated,  "production  is 
still  at  the  lowest  rate  touched  since  the  depression  of  1914, 
except,  of  course,  for  the  period  of  the  great  strike  of  1919. 

"The  following  statement  furnished  by  the  American  Rail- 
way Association  shows  the  number  of  cars  loaded  daily:  April 
18,  23,351;  April  19,  21,070;  April  20,  24,269;  April  21,  22,566; 
April  22,  21,323;  April  23,  14,601. 

"Loadings  on  Monday  and  Tuesday  of  the  week  (April  25- 
30),  according  to  preliminary  reports,  were  46,781  cars,  an  in- 
crease of  2,360  cars  over  the  first  two  days  of  the  week  pre- 
ceding. This  indicates  a  further  recovery." 

"The  railroads  of  the  country  had  about  3  weeks  and  5  days' 
supply  of  bituminous  coal  in  cars,  stock  piles  and  chutes  on 
1,     the  Geological  Survey  states  in  a  preliminary  report 
on  commercial  stocks  of  coal  as  of  April  1. 

"Reports   from   283   roads   had  courteously   been   assembled 

e  American  Railway  Association  up  to  Friday,  April  29,  and 

5  returns  for  all  roads  are  promised.    The  283  roads  had 

6,741,000  tons  as  of  January  1,  and  almost  exactly  the 

same  amount— 6,737,000  tons-on  April  1.     This  was  equivalent 

Ji    .J*  re(lu'remeiits  at  the  going  rate  of  consumption.    Thus 

the  quantity  of  coal  purchased  currently  by  the  roads  ap- 
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parently  deomiscd,  their  consumption  had  so  decreased  that  their 
takings  sufficed  to  mulntnln  their  reserves.  It  is  not  yet  possible 
to  state  the  railroad  fuel  stock  in  tons,  but  by  expressing  it  in 
terms  of  weeks'  supply  it  may  be  compared  with  the  stock  on 
other  dales.  Like  the  majority  of  other  consumers,  the  rail- 
mails  are  much  better  stocked  with  coal  than  they  were  in  1920, 
but  have  no  such  reserve  as  they  carried  In  1918  and  early  1919. 

The  Survey  estimates  that  on  April  1  total  stocks  of  soft 
coal  on  hand  were  somewhere  between  34  and  39  million  tons, 
as  against  somewhere  between  42  and  48  million  tons  on  Jan- 
uary 1. 

"Piecing  together  the  available  facts  concerning  production, 
consumption  and  stocks,"  the  Survey  said,  "It  appears  that  the 
output  during  the  first  quarter  of  the  year  1921  was  100,000,000 
tons;  that  consumption  and  exports  were  in  round  numbers 
108,000,000  tons,  and  that  the  deficit  between  production  and 
consumption  was  made  up  by  a  draft  upon  consumers'  stocks  of 
about  8,000,000  tons. 

"Moreover,  this  draft  upon  stocks  did  not  end  with .  March 
31.  Although  the  returns  for  the  week  ended  April  23  show  an 
increase  in  production  (6,829,000  tons  as  against  6,457,000  in  the 
last  week  of  March),  the  total  output  for  April  will  fall  short  of 
the  total  consumption.  Six  million,  eight  hundred  and  twenty- 
nine  thousand  tons  a  week  is  not  enough  to  meet  our  current 
requirements,  even  in  the  present  atmosphere  of  business  depres- 
sion." 

The  report  gives  an  estimate  of  2,250,000  tons  of  soft  coal  on 
hand  at  Lake  Superior  and  Lake  Michigan  ports,  as  of  April  1. 
This  tonnage  is  called  the  "carry-over"  from  the  tonnage  that  was 
moved  last  season  to  the  upper  lake  ports.  On  April  1,  1919,  the 
"carry-over"  was  3,374,506  tons,  but  in  1920,  1918  and  1917,  it  was 
below  1,000,000  tons. 

The  Survey  explains  that  its  figures  for  April  1  are  only 
rough  estimates  and  subject  to  revision. 


RATES  ON  COAL 

The  Traffic  World  Washington  Bureau 

Many  letters  are  being  received  by  President  Harding  calling 
attention  to  so-called  mal-adjustments  in  rates  on  coal.  Some  ot 
the  correspondence  has  all  the  earmarks  of  promotion.  In  fact, 
the  United  Mine  Workers  of  America,  in  several  districts  of  Ohio 
and  West  Virginia,  appear  to  be  laying  down  a  regular  propa- 
ganda barrage  on  the  President,  probably  on  the  theory  that,  be- 
cause he  believes  rates  and  expenses  of  operation  must  come 
down,  he  is  the  man  to  do  the  reducing.  In  some  of  the  letters, 
situations  are  being  explained  about  which  the  Commission  has 
not  been  advised,  even  by  the  traffic  managers  or  attorneys  for 
the  mine  operators  who  are  supposed  to  be  suffering  by  reason 
of  the  misalignment. 

Some  traffic  managers  are  calling  attention  to  the  fact  that, 
in  many  instances  where  there  has  been  a  violent  dislocation  of 
the  spread  between  rates  on  account  of  the  varying  percentages 
of  increase  in  the  four  great  territories,  the  carriers  propose  to 
restore  the  old  relative  adjustment  by  raising  the  rates  in  the 
lower  rated  territories.  For  instance,  to  Cincinnati  the  fact  that 
southern  carriers  got  an  increase  of  only  twenty-five  per  cent  re- 
sulted in  putting  coal  into  that  city  from  mines  on  the  L.  &  N.  at 
a  freight  rate  of  $1.75  while  the  rate  from  mines  on  the  C.  &  O.  is 
f  2.10.  Prior  to  Ex  Parte  No.  74,  the  spread  was  ten  cents. 

Now  the  L.  &  N.  is  said  to  have  in  contemplation,  the  filing  of 
an  application  for  permission  to  raise  its  rates  from  the  Hazzard 
field  in  Kentucky  twenty-five  cents  a  ton,  so  as  to  restore  the  old 
spread  of  ten  cents.  That  would  place  the  coal  from  the  com- 
peting sections  on  the  old  relationship.  It  would  also  give  the 
L.  &  N.  a  larger  increase  than  authorized  in  Ex  Parte  No.  74. 

One  of  the  complaints  made  against  the  Commission  is  that 
it  has  been  inclined  to  give  the  carriers,  in  such  situations,  the 
benefit  of  advances,  rather  than  to  require  some  kind  of  a  com- 
promise. The  Chesapeake  &  Ohio,  physically,  is  in  Southern 
Classification  territory,  but,  for  rate-making  purposes,  it  is  con- 
sidered as  being  north  of  the  Ohio  and  Potomac  rivers.  The  Nor- 
folk and  Western  also  has  received  the  benefit  of  its  theoretical 
location  in  the  Eastern  district  or  Official  Classification  territory. 

President  Harding  is  not  undertaking  to  make  answer  to 
the  complaints  he  is  receiving.  He  is  sending  them  to  the  Com- 
mission for  its  consideration.  In  a  letter  to  C.  F.  Keeney,  presi- 
dent of  the  United  Mine  Workers  of  America,  District  No.  17,  with 
headquarters  at  Charleston,  W.  Va.,  Secretary  McGinty,  of  the 
Commission,  made  the  following  explanation  of  the  adjustment  or 
mal-adjustment  of  rates  on  coal: 

The  President  has  referred  to  the  Commission  your  letter  of  April 
19th,  signed  also  by  Mr.  Fred  Mooney  as  secretary  and  treasurer, 
enclosing  a  statement  relative  to  differentials  in  coal  freight  rates 
between  the  Kenova,  Thacker,  Kanawha  and  Fairmont  fields  of  West 
Virginia  as  compared  with  certain  other  fields  specified. 

The  Commission  is  anxious  to  do  all  that  It  can  to  correct  any 
existing  injustices  or  inequalities  in  freight  rates,  but  this  It  may 
do  only  when  placed  in  possession  of  the  facts  relative  to  situations 
of  such  character  which  may  exist  and  only  In  so  far  as  Its  powers 
under  the  Interstate  Commerce  Act  may  permit.  Under  the  Act,  the 
Commission  has  power  to  require  carriers  to  change  freight  rates  only 
in  a  formal  proceeding  after  full  hearing,  and  therefore  It  Is  not  in 
position  upon  an  informal  showing  to  require  reductions  or  other 
changes  to  be  made,  though  It  does  make  a  practice  of  calling  to  the 
attention  of  carriers  Informally  any  situations  known  to  it  which 


require  run.  >  HON.  In  JIM  effort  to  brlnK  iil'nnt  mich  correction  through 
voluntary  action  of  the  carri'j.s  without  the  necessity  of  a  formal 
eompliilril  inn!  i  on  Ih.  part  of  the  Interested  shipper*. 

Your  letter  alleges  that  "because  of  the  way  In  which  the  In- 
creases In  freight  rates  were  applied  liy  the  Interstate  Commerce 
Commission,  west  Virginia  coni  U  practically  i-xelu.ied  from  the 
markets  net  forth  (In  the  encloMd  ntnt.-iH.nii.  In  >ia  much  a*  the 
freight  rates  are  almost,  If  not  entirely,  prohibitive,  and  as  a  result, 
thousand*  of  miner*  throughout  the  state  of  Went  Virginia  ere  out 
of  employment." 

This  Is  the  first  time  that  such  an  allegation  has  reached  the 
Commission.  Several  conferences  have  been  held  with  representative* 
of  the  coal  operators  of  the  districts  In  West  Virginia  leferred  to  In 
your  statement  relative  to  certain  readjustments  which  they  have 
thought  desirable,  but  on  no  occasion  has  any  such  situation  as  Is 
stated  In  your  letter  to  exist  been  reported. 

In  an  effort  to  give  you  (is  much  Information  as  may  be  possible 
with  respect  to  the  matters  set  forth  In  the  statement  attached  to 
your  letter,  I  beg  to  advise  as  follows: 

1.  Tour  statement  Is  correct  In  stating  that   this  Commission   In 
Its  report  In  Ex  Parte  74  authorized  carriers  to  Increase  freight  rates 
In   general  In   eastern   territory   40   per  cent;    in  southern   territory  25 
per   cent,    and    upon    Interterrltorlal    movements'  33^4    per  cent       The 
carriers  were  authorized  to  make  these  Increases  as  representing  the 
changes,   which,   according  to  the  Commission's  Judgment,   were  nec- 
essary to  produce  the  revenue  for  the  carriers,  which  the  Commission 
Is   directed    by    the   Transportation   Act   passed    by   Congress   to  allow 
them.     The   Increases  In  question,   as  stated,  apply  upon  traffic   gen- 
erally, but  in  the  report  In  question  there  were  a  number  of  excep- 
tions to  the  application  of  the  general  basis.     With  respect  to  coal  the 
Commission    stated    that    the    rate    should    not    be    Increased    upon    a 
straight  percentage  basis,   but   that   the  differentials  between   the   re- 
spective mine  groups  of  origin  as  existing  at  the  time  of  the  Increase 
should    be    maintained.      In   as    much    as   all    the   difficulty    alleged    by 
your   letter   to   exist   is   stated    to   have   resulted   from    a   widening  of 
differentials,   It  does  not  appear  that  any   such  widening  which  took 
place  was  due  to  the  way  in  which  the  increases  in  freight  rates  were 
applied    by    this    Commission,    but    in    so    far  as    such    widening    took 
place  it  was  the  result  of  action  of  the  carriers,  which  Is  not  in  com- 
pliance with  the  Commission's  opinion. 

2.  In   response   to  the  Commission's  authorization,  all  carriers  In 
the  United  States  amended  all  their  tariffs.     Over  100,000  such  tariffs 
changing  the  rates  on  commodities  generally  were  filed  with  this  Com- 
mission  during  a   period  of  about  two  weeks.     Manifestly  this  Com- 
mission   could    not    possibly   check   up    the   correctness   of    rates   con- 
tained   in   all   of  such    tariffs    to   ascertain   whether   in   all   particulars 
they  complied  with  the  terms  of  the  Commission's  opinion,  though    in 
so  far  as  possible  this  was  done. 

However,  the  Commission  has  never  felt  that  it  was  its  duty  to 
attempt  to  check  tariffs  as  filed  with  the  Commission,  the  burden 
under  the  law  being  upon  both  carriers  and  shippers  to  see  that  the 
correct  rates  are  applied  in  each  case,  and  the  Commission  has  been 
in  large  measure  forced  in  actual  practice  to  rely  upon  interested 
shippers  for  information  as  to  rates  filed  by  carriers  which  are  in 
any  particular  improper.  The  coal  operators  of  your  district  are 
thoroughly  familiar  with  this  situation  and  know  that  they  have  the 
right  to  notify  this  Commission  of  any  tariffs  filed  which  contain 
rates  of  an  improper  character. 

No  one  has  up  to  this  time  reported  to  the  Commission  that  the 
situation  is  as  outlined  in  the  statement  which  accompanied  your 
letter.  In  a  few  particular  cases  these  matters  have  been  called  to 
the  attention  of  the  Commission,  and  it  has  in  each  case  taken  the 
matter  up  as  outlined  below.  To  the  best  of  my  knowledge  the  only 
situations  that  have  been  reported  to  the  Commission  are  those  rela- 
tive to  rates  to  central  territory  and  the  northwest,  also  Cincinnati 
and  the  other  Ohio  River  crossings,  and  as  to  these  points  the  only 
claim  of  undue  discrimination  or  widening  of  differentials  that  has 
been  presented  has  been  with  respect  to  the  rates  from  the  Harlan- 
Hazard  fields  of  Kentucky. 

3.  The  situation  as  to  points  in  central  territory  (referred  to  in 
your  letter  as  C.  F.  A.  territory),  embracing  Ohio,  Indiana,  Michigan 
and  portions  of  Illinois,  was  brought  to  the  attention  of  the  Commis- 
sion soon  after  the  effective  date  of  the  increased  rates,  it  being 
alleged  that  the  lines  leading  from  Kentucky  had  applied  only  an 
increase  of  33%  per  cent,  whereas  the  lines  from  West  Virginia  had 
increased  the  rates  40  per  cent.  Upon  the  matter  being  called  to 
their  attention,  the  railroads  promptly  filed  tariffs  to  correct  the 
situation  effective  October  5,  1920.  However,  the  method  which  they 
elected  to  use  was  to  apply  an  increase  of  40  per  cent  from  the  Ken- 
tucky mines.  Buyers  of  the  coal  In  central  territory,  also  the  opera- 
tors in  the  Hazard  and  Harlan  fields,  claimed  to  the  Commission 
that  this  would  have  the  effect  of  making  a  greater  increase  than 
permitted  in  their  rates,  and  the  Commission  suspended  all  the  tariffs 
pending  an  investigation.  Such  Investigation  was  made  as  promptly 
as  possible  and  after  a  full  hearing,  which  is  necessary  under  the  law 
before  the  Commission  can  decide  such  a  matter,  on  January  26 
1921,  it  issued  a  decision,  which  decision  is  referred  to  in  the  last 
paragraph  on  page  4  of  your  statement,  authorizing  the  Kentucky 
lines  to  make  effective  the  proposed  rates  to  points  in  C  F  \  terri- 
tory with  the  exception  of  certain  points  on  the  L,.  &  N  Railroad  in 
Illinois.  The  rates  in  question  have  been  filed  and  will  become  effec- 
tive May  3rd.  and,  therefore,  it  Is  my  understanding  that  on  that 
date  the  differentials  between  the  West  Virginia  fields,  on  the  one 
hand,  and  the  Harlan  and  Hazard  fields  In  Kentucky,  on  the  other 
will  again  become  the  same  as  formerly. 

To  points  In  the  northwest  beyond  central  territory  the  Com- 
mission did  not  find  the  proposed  rates  justified  because  the  com- 
plainants were  not  able  to  show  that  there  was  any  fixed  differential 
basis  for  constructing  the  rates  in  effect  on  August  25,  1920.  The 
rates  to  the  northwestern  territory  from  West  Virginia  are  today 
upon  the  same  basis  as  they  have  been  for  years,  viz.,  a  combination 
of  the  rates  to  the  Mississippi  River  plus  the  rates  beyond.  Each  of 
the  factors  in  question  has  been  increased  under  this  Commission's 
authority  to  the  same  extent  as  other  rates  In  the  same  territory  and 
no  more,  and  therefore  it  Is  not  apparent  in  what  degree  the  rates 
to  the  northwestern  territory  are  out  of  line. 

4.  The  situation  as  to  Cincinnati,  Louisville  and  the  other  points 
on  the  Ohio  River  mentioned  In  your  statement  was  not  brought  to 
the  attention  of  the  Commission  until  within  the  last  thirty  days,  and 
then    it   was   done    by    the    railroads    themselves   and    not,    so   far   as 
known,    by   the   shippers  of  coal   from   West   Virginia.     A   conference 
was  held  about  three  weeks  ago  between  representatives  of  the  Ken- 
tucky and  West  Virginia   railroads  with  representatives  of  the  Com- 
mission,  at  which   time  plans  were  discussed   for  removing  any  dis- 
parity  which    might   exist    as    between    the    Kentucky    fields   and    the 
West  Virginia  fields.     A   tentative  understanding  was  reached  and   it 
Is  the  understanding  that  the  carriers  are  now  as  rapidly  as  possible 
preparing  the  necessary  tariffs  for  filing  with  the  Commission.     It  Is 
therefore  to   be   assumed    that   as   to   these   points  also   the   situation 
will  be  disposed  of  in  the  near  future. 

5.  At  no  time,  so  far  as  I  am  able  to  determine,  has  there  been 
any    allegation    made    to    the    Commission    that    the    situation    as    to 
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southeastern  territory  Is  In  any  way  out  of  line,  and  from  the  inf°r- 
nSV£n  given  In  you?  letter  I  am  >mable  to  determine  just  what .the 
difficulty  Is.  and  therefore  no  steps  can  be  taken.  If  you  will  have 
more  detailed  Information  prepared  showing  just  wherein  the  rates 
from  West  Virginia  are  out  of  line  with  the  rates  from  other  districts, 
the  point*  of  destination  Involved,  and  outline  whether  or  not  the 
matter  has  been  called  to  the  attention  of  the  interested  carriers,  it 
will  Rive  me  pleasure  to  go  into  the  matter  further. 

6  The  situation  as  to  Atlantic  ports  and  New  England  is  the 
same  as  outlined  In  the  preceding  paragraph  with  respect  to  south- 
eastern territory.  In  other  words,  the  Commission  has  not  been  ad- 
vised that  In  any  particular  the  rates  are  at  variance  with  any  or- 
ders which  this  Commission  has  Issued,  are  discriminatory,  or  that 
the  differentials  as  compared  with  any  other  mine  groups  of  origin 
have  been  unduly  widened.  If  information  is  furnished  with  respect 
to  this  situation.  I  will  also  be  glad  to  look  into  this  matter.  I  also 
note  your  statement  that  loading,  trimming  and  port  charges  at 
Hampton  Roads  have  been  Increased  In  much  greater  amounts  than 
at  the  northern  ports,  and  that  there  is  an  unreasonable  charge  at 
Hampton  Roads  for  water.  No  information  with  respect  to  either  of 
these  situations  Is  in  possession  of  the  Commission,  and  if  it  is  de- 
sired that  the  matter  be  looked  Into,  data  with  respect  thereto  should 

7.     With  respect  to  the  Ohio  state  situation,  I  beg  to  advise  as 

°Under  this  Commission's  opinion  the  rates  from  Ohio  mine  groups 
of  origin  should  have  been  increased  exactly  the  same  number  of 
cents  per  ton  as  the  rates  from  West  Virginia  to  all  territory,  as  to 
which  differentials  existed. on  August  25,  which  includes  Ohio.  How- 
ever, the  Ohio  state  commission,  which  has  authority  over  the  state 
rates  in  Ohio  refused  to  permit  the  carriers  in  that  state  to  increase 
the  rates  more  than  a  straight  40  per  cent,  and  this  had  the  effect 
of  widening  the  differentials  as  between  the  Ohio  mines  and  the  West 
Virginia  mines  on  traffic  to  Ohio  destinations. 

Under  Section  13  of  the  Interstate  Commerce  Act  the  Commission 
has  power,  after  a  formal  proceeding  and  full  hearing,  to  remove 
any  discrimination  which  may  exist  against  interstate  traffic  in  favor 
of  Intrastate  traffic.  However,  no  complaint  with  respect  to  this 
situation  was  filed  with  this  Commission  by  anyone  until  April  16, 
and  as  yet  no  action  has  been  taken  upon  the  petition  then  filed. 

In  so  far  as  rates  from  Ohio  groups  of  origin  to  Ohio  destinations 
applied  on  interstate  traffic  which  was  directly  under  the  jurisdiction 
of  this  Commission,  the  differentials  were  not  disturbed  as  compared 
with  West  Virginia  mines.  For  example,  on  the  large  volume  of  coal 
which  goes  to  Lake  Erie  ports  for  movement,  thence  by  water  to 
foreign  or  Interstate  destinations,  there  was  no  widening  of  differ- 
entials whatever.  Furthermore,  for  your  information  I  beg  to  say 
that  recently,  after  negotiations  between  the  shippers,  carriers  and 
this  Commission,  It  has  been  decided  to  reduce  these  rates  from  both 
West  Virginia  and  Ohio  groups  to  the  Lake  Erie  ports  on  coal  des- 
tined to  Duluth,  Milwaukee  and  other  northwestern  lake  ports  by 
28  cents  per  ton.  This  reduction,  it  is  expected,  will  take  effect  about 
May  5,  and  is  intended  to  stimulate  the  movement  from  the  mines  in 
question  to  the  northwest  in  competition  with  mines  in  Illinois.  As 
a  matter  of  fact  this  reduction  will  have  the  effect  of  making  a  less 
differential  or  difference  West  Virginia  over  Illinois  than  existed  be- 
fore this  Commission's  opinion  in  Ex  Parte  74  by  approximately  15 
cents  per  ton. 

In  closing  I  wish  to  make  It  plain  to  you  that  at  all  times  the 
Commission  has  been  desirous  of  correcting  any  discriminations  or 
inequalities  which  may  exist  in  freight  rates.  However,  as  above 
stated,  under  the  Commission's  opinion,  carriers  were  not  authorized 
to  widen  the  differentials  wherever  such  differentials  existed,  and 
any  widening  which  has  taken  place  has  been  without  authority  by 
this  Commission  and  wherever  such  unauthorized  widening  has  been 
called  to  our  attention  and  suitable  facts  with  respect  thereto  pre- 
sented, this  Commission  has  done  all  that  it  can  to  bring  about  a 
correction  thereof. 

It  should  also  be  clear  to  you  that  there  has  been  practically  no 
complaint  from  the  operators  In  the  fields  which  you  represent  with 
respect  to  these  differentials  other  than  as  above  outlined,  and  it 
should  also  be  borne  in  mind  that  at  all  times  the  railroads  in  ques- 
tion were  perfectly  free  to  correct  the  rates  or  the  differentials 
merely  by  the  printing  and  filing  of  tariffs  with  this  Commission,  and 
Indeed  It  was  their  duty  to  do  so  in  so  far  as  any  widening  of  the 
differentials  may  have  taken  place  by  reason  of  unauthorized  tariffs 
filed  following  this  Commission's  opinion  in  Ex  Parte  74. 

I  also  wish  to  mention  that  prior  to  your  letter  the  Commission 
has  not  at  any  time  been  placed  in  possession  of  any  facts  which 
would  tend  to  show  that  the  mines  in  the  West  Virginia  districts  are 
In  any  worse  condition  than  those  of  any  other  district.  It  is  a  well 
known  fact  that  there  is  a  general  business  depression  in  the  country 
as  a  whole:  that  industrial  plants  are  in  many  cases  shut  down  and 
In  others  operating  on  short  time:  that  they  are  not  purchasing  coal 
In  normal  quantities:  that  practically  no  users  of  coal  are  buying 
at  the  present  time  more  than  enough  to  meet  their  immediate  needs 
Manifestly  this  condition  is  not  due  wholly  if  at  all  to  freight  rates 
but  to  general  world-wide  economic  and  business  and  price  conditions. 

M.  &  E.  TEXAS  ABANDONMENT 

The  Traffic  World  Washington  Bureau 

The  Commission  has  granted  the  prayer  of  the  Marshall  & 
East  Texas  for  further  argument  on  Finance  docket  No.  31,  in 
which  It  asked  for  a  certificate  of  public  convenience  or  necessity 
to  abandon  its  railroad.  The  application  for  further  argument 
was  called  forth  by  the  finding  of  the  Commission  that  the  aban- 
donment of  the  railroad  took  place  before  the  effective  date  of 
that  part  of  the  transportation  act  requiring  such  a  certificate  as 
a  condition  precedent  to  abandonment  and  said  that  no  certificate 
was  necessary. 

In  its  petition  for  further  argument,  the  Marshall  &  Eas't 
Texas  pointed  out  that  it  had  merely  ceased  operation  of  the  rail- 
road; that  the  federal  court  had  authorized  not  merely  cessation 
of  operation  but  also  abandonment,  but  that  before  the  road  could 
be  abandoned  the  operative  date  of  the  transportation  act  came 
along.  The  road  argued,  therefore,  that  it  must  have  a  certificate 
from  the  Commission.  It  suggested  that  if  the  court  should  vacate 
ts  permission  to  cease  operation,  Texas  might  contend  that  vaca 
tlon  of  that  order  restored  the  status  of  a  railroad  that  had  been 
ithorized  to  cease  operation,  but  had  not  been  abandoned  It 
suggested  that  the  Commission  could  and  should  remove 'anv 
authoring  U*  pr°priety  Of  abandonm«U  by  issuing  a  certificate 


WAGE  REDUCTION  HEARING 

Mr.  McAdoo  and  the  Railroad  Administration  were  absolved 
from  blame  for  the  rundown  condition  of  the  railroads  at  the 
time  of  their  return  to  private  control,  by  W.  Jett  Lauck,  eco- 
nomist, speaking  for  twelve  of  the  largest  railroad  labor  or- 
ganizations at  the  hearing  on  wage  reductions  -before  the  Labor 
Board,  April  29.  According  to  Mr.  Lauck,  the  harm  had  been 
done  before  the  government  took  over  the  roads.  For  years 
prior  to  that  the  executives  had  been  refraining  from  making 
necessary  repairs,  so  that  when  the  time  came  when  it  proved 
to  be  absolutely  necessary  they  could  issue  additional  stocks 
and  bonds  to  cover  the  cost.  The  fact  of  the  matter  was,  ac- 
cording to  the  economist,  that  the  Railroad  Administration  had 
done  much  to  better  the  condition  of  the  rolling  stocks  and 
rights-of-way  and  would  have  done  more  had  the  railroads  been 
allowed  to  remain  under  its  protecting  wing,  "as  we  think  they 
should  have,"  he  added. 

Following  this  statement,  Mr.  Lauck  introduced  his  exhibit 
No.  22,  a  fair-sized  volume  entitled  "Causes  of  the  Present  In- 
dustrial Depression."  In  the  words  of  the  witness:  "The  gen- 
eral conclusion  of  this  study  is  that  the  depressive  influences 
have  spent  most  of  their  force;  that  the  factors  of  revival  have 
begun  to  make  their  influence  felt;  that  the  depth  of  the  de- 
pression already  has  been  passed;  and  that  the  coming  indus- 
trial phase  will  be  marked  by  ascendent  rather  than  depressive 
characteristics." 

This  exhibit,  which  contains  excerpts  from  trade  magazines 
and  quotations  from  various  statesmen  and  business  men,  finally 
reaches  the  conclusion  that  the  bottom  of  the  market,  so  far 
as  wholesale  prices  are  concerned,  has  been  reached.  This  is 
expected  by  the  labor  leaders  to  offset  the  arguments  advanced 
by  the  executives  that  the  drop  in  the  cost  of  living  would 
probably  continue  and  that,  therefore,  railroad  wages  should  be 
curtailed,  even  as  they  were  raised,  to  keep  pace  with  soaring 
commodity  prices. 

While  the  exhibit  came  to  the  conclusion  that  wholesale 
prices  reached  their  lowest  mark  a  few  weeks  ago,  Mr.  Lauck 
stated  plainly  that  it  was  really  the  retail  prices  which  interest 
the  average  railroad  employe.  He  also  asserted  that,  while  the 
prices  on  the  necessities  of  life  would  not  suffer  further  reduc- 
tion, the  price  of  railroad  supplies,  such  as  ties  and  steel,  might 
be  expected  to  continue  to  fall.  He  stated,  in  fact,  in  answer 
to  a  question  by  one  of  the  railroad  representatives,  that  the 
steel  mills  could  well  afford  to  reduce  the  cost  of  rails  below 
the  1917  price  and  still  be  getting  a  high  enough  price  to  absorb 
any  increase  in  the  labor  cost  of  producing  them.  On  further 
questioning,  however,  he  admitted  that  he  had  not  taken  the 
corresponding  decrease  in  the  salvage  value  of  rails  into  account. 

The  hearing  adjourned  April  29  until  May  2. 

Samuel  Higgins,  newly  appointed  railroad  representative, 
was  present  at  the  hearing  for  the  first  time  April  29,  W.  L. 
McMeniman  and  B.  W.  Hooper  having  been  present  since  April 
27. 

Inefficiency  on  the  part  of  the  men  had  more  to  do  with  the 
decline  in  the  quality  of  railroad  service  than  any  dereliction  on 
the  part  of  the  management,  according  to  John  Grunau,  Presi- 
dent of  the  United  Association  of  Railway  Employes  of  North 
America,  who  testified  May  2.  Grunau,  whose  organization  was 
responsible  for  the  insurgent  switchmen's  strike  a  year  ago,  re- 
peatedly found  fault  with  what  he  called  the  "old-line  unions." 

"In  my  estimation,"  he  said,  "90  per  cent  of  the  operating 
officials  of  today  are  capable,  but  many  of  the  employes  are  be- 
low par.  Since  the  'vacation'  movement  of  a  year  ago  many  of 
the  roads  and  the  old-line  union  organizations  have  discrimi- 
nated against  some  of  the  most  experienced  employes.  There 
will  be  inefficiency  as  long  as  these  men  are  kept  out  of  their 
jobs." 

Thirteen  other  independent  organizations  were  heard  May  2. 
Among  these  was  the  Order  of  Railway  Station  Agents,  repre- 
sented by  Earl  H.  Morton,  president,  who  argued  against  the  re- 
duction in  wages  of  this  class  of  men  proposed  by  the  Pennsyl- 
vania Railroad  and  the  Boston  &  Maine,  and  endeavored  to  show 
that  the  pay  of  station  agents  was  far  below  the  pay  for  similar 
work  in  other  industries,  such  as  company  store  managers  in 
mining  and  industrial  communities,  bank  clerks,  etc.  The  average 
wage  of  the  railroad  station  agent  is  $136  a  month  of  204  hours. 
The  store  manager  gets  $230  to  $265;  and  the  bank  cashier  an 
average  of  $267  a.  month. 

The  chief  clerk  of  the  station  agent  gets  an  average  of  $140  a 
month,  which  compares  with  the  pay  of  a  chief  clerk  in  a  coal 
office  of  $170  to  $202  a  month,  plus  a  vacation  of  two  weeks. 

"The  increase  granted  by  General  Order  No.  27,"  he  said, 

was  based  on  the  wage  scale  of  1915.    It  should  have  been  based 

upon  the  wage  scale  of  1913,  when  the  cost  of  living  began  to 

:limb.    Contrary  to  considering  a  reduction,  this  organization  in 

:em°ej'  192°.  asked  an  increase,  and  on  a  few  divisions,  the 

railroad  did  meet  our  committees  and  grant  the  increases  asked." 

W.  Jett  Lauck,  consulting  economist  for  the  A.  F.  of  L.,  con- 
tinued his  testimony  before  the  Labor  Board,  May  4,  the  day's 
it  consisting  chiefly  of  statistics  regarding  the  cost  of  living. 
These  were  introduced  with  a  view  toward  refuting  the  allega- 
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linns  by  railroad  representatives  that  the  wages  of  workers  had 
risen  a  considerably  greater  percentage  than  the  coat  of  living 
since  19ir>. 

In  addition,  he  insisted  that  the  statistics  presented  by  the 
executives,  to  the  effect  that  wages  in  other  industries  were 
lower  than  for  corresponding  work  on  the  railroads,  were  errone- 
ous. He  presented  a  table  of  wages  for  unskilled  coal  mine 
workers,  building  trades  laborers,  steel  labor,  longshoremen, 
municipal  employes,  navy  yard  men,  arsenal  employes  and  mar- 
ine workers.  These,  he  said,  were  getting  higher  wages  than  un- 
skilled railroad  employes.  He  called  particular  attention  to  the 
pay  of  steel  workers,  saying  that  the  United  States  Steel  Cor- 
poration paid  their  common  labor  50  cents  per  hour,  whereas 
i  In-  average  for  the  same  class  on  the  railroads  was  47.5  cents. 

E.  F.  Grable,  president  of  the  United  Brotherhood  of  Main- 
tenance of  Way  Employes  and  Railroad  Shop  Laborers,  depre- 
cated the  attempt  of  the  railroads  to  effect  economies  by  cutting 
the  pay  of  the  "lowest-paid  class  of  railroad  workers."  E.  H. 
Fitzgerald,  general  president  of  the  Brotherhood  of  Railway  and 
Steamship  Clerks,  Freight  Handlers,  Express  and  Station  Em- 
ployes, was  represented  by  George  Easterly,  who  read  a  paper 
prepared  by  Mr.  Fitzgerald,  in  which  the  charge  that  the  present 
high  cost  of  living  was  chiefly  due  to  high  wages  was  denied. 

The  schedule  of  the  hearings  was  changed,  May  4,  so  as  to 
make  it  possible  to  finish  before  the  end  of  the  week. 

A  plea  for  delay  in  the  rendering  of  a  decision  in  the  present 
wage  dispute  between  the  railroad  managements  and  their  em- 
ployes, in  which  "the  managements,  if  they  are  not  utterly 
blind  to  their  own  selfish  interests,  will  join,"  was  made  before 
the  Labor  Board,  May  5,  by  B.  M.  Jewell,  president  of  the  rail- 
way employes'  section  of  the  American  Federation  of  Labor. 
Mr.  Jewell  asserted  that  if  the  wages  of  the  workers  are  reduced 
before  new  rules  and  working  conditions  are  agreed  on,  an  agree- 
ment will  not  be  reached  before  "the  day  of  judgment."  The  men 
and  the  roads,  he  said,  would  "find  themselves  in  a  controversy 
of  redoubled  bitterness,"  which  would  finally  bring  about  "a 
condition  of  utter  chaos  in  the  transportation  industry." 

"The  reason  for  this  is  obvious,"  continued  Mr.  Jewell, 
"neither  carriers  nor  employes  can  know  what  wage  schedules 
mean  or  amount  to  until  they  know  the  rules  by  which  these 
schedules  are  to  be  applied.  We  must  have  our  yardstick  before 
we  can  measure  our  cloth.  The  delay  will  be  no  longer  than 
the  railroads  themselves  make  it.  From  the  day  the  railroads 
were  returned  to  private  ownership  we  have  endeavored  to  secure 
a  speedy  determination  of  the  question  of  agreements,  and  the 
carriers  rejected  every  overture  we  made.  The  responsibility 
for  delay  lies  solely  with  the  carriers." 

Warren  S.  Stone,  one  of  the  spokesmen  for  the  Brotherhood 
of  Locomotive  Enginemen  and  Firemen,  denied,  at  the  evening 
session,  May  5,  that  the  wages  of  railroad  employes  had  kept 
pace  with  the  cost  of  living  or  that  they  were  in  excess  of  those 
paid  in  other  industries.  "Wages  of  railroad  employes  have 
never  climbed  high  enough  to  keep  up  with  the  war  cost  of  liv- 
ing; and  if  the  present  trainmen's  wages  were  paid  for  five 
years,  it  would  scarcely  equalize  the  increases  awarded  in  other 
classes  of  work." 

The  union  representatives  rested  their  case  on  the  morning 
of  May  6,  at  which  time  the  managers  took  up  their  rebuttal. 
E.  H.  Seneff,  general  solicitor  for  the  Pennsylvania,  and  J.  G. 
Walber,  speaking  for  the  eastern  roads  generally,  attacked  the 
voluminous  exhibits  entered  previously  by  W.  Jett  Lauck,  the 
consulting  economist  of  the  unions,  pointing  out  what  they  con- 
sidered many  inconsistencies.  Mr.  Seneff  said  that  many  of  the 
methods  .suggested  for  saving  large  sums  of  money  had  been 
tried  unsuccessfully,  that  others  were  impracticable  and  that 
still  others  were  based  on  mere  assumptions,  which  were  con- 
trary to  accepted  facts.  Touching  on  the  finances  of  the  rail- 
roads, which  were  repeatedly  under  fire  in  the  earlier  part  of 
the  proceedings,  Mr.  Seneff  said  that  these  were  always  carried 
on  under  the  eyes  of  the  Interstate  Commerce  Commission  and 
the  various  federal  courts,  as  well  as  the  U.  S.  Supreme  Court, 
and  that,  long  before  the  passage  of  the  transportation  act,  a 
watchful  eye  had  been  kept  on  the  railroad  finances  by  the  vari- 
ous state  commissions.  To  accuse  the  roads  of  financial  mis- 
management, he  said,  was  to  accuse  these  bodies  without  excep- 
tion with  the  improper  performance  of  their  duties. 

A  statement  signed  by  Charles  H.  Markham,  president, 
Illinois  Central;  Hale  Holden,  president,  Chicago  Burlington  & 
Quincy;  H.  E.  Byram,  president,  Chicago,  Milwaukee  &  St.  Paul; 
W.  H.  Finley,  president,  Chicago  &  Northwestern;  J.  E.  Gorman, 
president,  Chicago  Rock  Island  &  Pacific,  and  S.  M.  Felton,  presi- 
dent, Chicago  Great  Western,  was  presented  to  the  board  May  7, 
as  a  formal  denial  of  a  number  of  the  charges  made  by  the 
labor  representatives. 

"We  have  felt,"  said  this  statement,  "that  since  charges  of 
mismanagement  having  no  relation  to  any  matter  pending  before 
your  honorable  board  continue  to  be  made  day  after  day  in 
statements  before  your  board,  we  could  not,  in  justice  to  the 
properties  we  represent,  refrain  any  longer  from  calling  atten- 
tion to  the  irrelevancy,  inconsistency  and  baselessness  of  these 
charges  and  the  purposes  for  which  they  obviously  are  being 
made. 

"The  sole  purpose  of  these  statements  is  to  divert  public 


attention  from  matters  actually  pending  before  the  board.  They 
are  bald  propaganda  Intended  to  discredit  private  management 
and  promote  the  Plum  plan.  We  respectfully  protest  aKaln.it 
the  board  continuing  to  allow  hearings  before  It  to  be  made  a 
means  of  spreading  this  propaganda. 

"It  Is  charged  that  In  various  ways  the  capitalization  of  the 
railways  has  been  made  excessive  and  that  In  thin  way  a  burden 
has  been  Imposed  upon  the  public.  We  deny  that  the  capitaliza- 
tion of  the  railways  as  a  whole  Is  excessive.  Even  If  It  were, 
this  would  have  no  effect  on  passenger  and  freight  rates  since 
the  transportation  act  and  the  Interstate  Commerce  Commission, 
in  carrying  it  out,  have  specifically  based  the  rates  upon  a  valua- 
tion made  by  the  Commission  itself. 

"It  Is  charged  that  the  railways  and  concerns  from  which 
they  buy  fuel,  materials,  supplies  and  equipment  are  under  the 
same  financial  control  and  that,  in  consequence,  the  railways  pay 
excessive  prices  to  these  other  concerns.  Every  railway  buys  fuel, 
materials,  supplies  and  equipment  from  literally  hundreds  of 
different  coal,  iron  and  steel,  lumber,  and  equipment  companies 
all  over  the  country,  and  the  charge  that  the  railways  and  all 
these  concerns  are  under  the  same  financial  control  is  absurdly 
untrue. 

"Among  the  items  of  alleged  'waste'  Mr.  Lauck  mentions  Is 
loss  and  damage.  In  1917,  the  last  year  before  government  con- 
trol, payments  for  loss  and  damage  to  freight  were  only  $35.000,- 
000.  In  1919,  after  two  years  of  government  control,  this  had 
increased  to  $106,804,000,  or  205  per  cent.  Mr.  Lauck  defends 
unified  government  control,  but  fails  to  point  out  that  such  a 
large  saving  in  this  item  is  possible  because  it  was  so  increased 
under  government  control.  He  also  fails  to  mention  that  since 
the  railways  were  returned  to  private  operation  the  American 
Railway  Association  has  been  carrying  on  a  campaign  to  reduce 
loss  and  damage  50  per  cent,  which  already  Is  beginning  to  meet 
with  great  success." 


EXPRESS  CO.  WAGE  CUT 

The  American  Railway  Express  company  announced  at  New 
York,  May  4,  that  it  had  notified  its  80,000  employes  that  it  con- 
templated a  revision  in  wages,  effective  June  I.  The  company's 
statement  follows: 

"In  view  of  the  changes  in  conditions  that  have  occurred 
since  the  establishment  of  the  present  rates  of  pay  and  rules  gov- 
erning working  conditions,  this  company  has  given  notice  to  all 
concerned  of  its  desire  to  make  effective  June  1  a  revision  of 
rates  of  pay,  and  effective  July  I,  a  revision  of  the  rules  governing 
hours  of  service  and  working  conditions  to  a  basis  that  will  be 
fair  and  equitable. 

"The  company  is  arranging  a  conference  with  representatives 
of  the  employes  in  the  hope  of  arriving  at  an  agreement  mutually 
satisfactory.  Failing  to  agree,  the  matter  will  be  referred  to  the 
United  States  railroad  board." 


CLASSIFICATION  OF  R.  R.  EMPLOYES 

The  Tragic  World  Washington  Bureau 

The  Commission  has  issued  revised  rules,  effective  July  1 
governing  the  classification  of  steam  railway  employes  and  re- 
ports by  the  railroads  of  their  service  and  compensation  Rail- 
road employes  are  divided  into  148  classes  under  six  main  divi- 
sions as  follows:  1.  Executives,  officials  and  staff  assistants; 
2.  Professional,  clerical  and  general;  3.  Maintenance  of  way 
and  structures;  4.  Maintenance  of  equipment  and  stores;  5 
Transportation  (other  than  train  and  engine);  6.  Transporta- 
tion (yardmasters,  switch  tenders  and  hostlers);  6.  (a)  Trans- 
portation (train  and  engine  service.) 

"The  accompanying  rules  governing  the  classification  of 
steam  railway  employes  and  reports  of  their  service  and  com- 
pensation provide  for  more  detailed  reports  to  the  Commission 
relative  to  railway  employes  than  have  hitherto  been  required," 
the  Commission  said  in  a  notice  to  carriers.  "The  resulting 
statistics  are  intended  to  meet  the  needs  of  both  the  United 
States  Railroad  Labor  Board  and  the  Interstate  Commerce  Com- 
mission. The  classification  of  employes  was  worked  out  by  the 
Labor  Board.  The  information  required  concerning  each  class 
or  so-called  reporting  division  is  largely  in  accord  with  the 
recommendation  of  the  Director  General  of  Railroads,  with  some 
modifications  as  the  result  of  conferences  and  hearings  held 
jointly  by  the  Labor  Board  and  the  Commission  at  which  repre- 
sentatives of  labor  organizations  and  carriers  were  present.  It 
is  requested  that  a  duplicate  copy  of  each  monthly  wage  report 
made  to  the  Commission  be  sent  to  the  United  States  Railroad 
Labor  Board,  Kesner  Building,  Chicago,  111." 


C.  R.  R.  OF  N.  J.  BOND  GUARANTY 
The  Central  Railroad  Company  of  New  Jersey  has  applied 
to  the  Commission  for  permission  to  renew  its  guaranty  of  the 
payment  of  the  principal  and  interest  of  the  American  Dock  and 
Improvement  Company  first  mortgage  bonds,  aggregating  $4,987,- 
000,  and  which  mature  July  1,  1921,  and  are  to  be  extended  to 
July  1,  1936. 
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EXPRESS  RATE  PROTESTS 

Tht  Tnfic  World  Washington  Bureau 

Emphatic  protests  to  the  Commission  by  shippers  who  were 
being  hurt  by  the  express  rate  situation  brought  about  by  the 
res"r1c tive  nrtes  in  the  American  Railway  Express  Company  s 
tariffs  have  caused  the  two  express  companies  to  come i  to  an 
understanding  whereby  the  conditions  at  Jacksonville,  Savannah 
and  Bristol  have  been  bettered.  They  have  agreed  to  handle 
business  out  of  those  points  on  what  is  known  as  the  tonnage 
basis."  That  is  to  say,  the  express  company  at  the  point  or 
origin  will  deliver  the  shipment  to  the  company  having :  the  de- 
livery The  company  which  takes  the  freight  from  the  point 
of  origin  will  take  It  to  the  nearest  junction  on  the  shortest 
route,  and  there  deliver  it  to  the  delivering  carrier  for  carnage 
to  destination.  At  the  end  of  the  month  they  will  settle  then 

"""This'  arrangement,  however,  does  not  satisfy  the  Southeast. 
ern  Express  Company  and,  unless  its  officers  change  their  minds 
they  will  file  a  formal  complaint  asking  for  the  establishment 
of  through  routes  and  joint  rates  via  the  most  expeditious 
routes,  on  the  theory  that  the  short-hauling  P™1"™  d°es 
not  apply  to  express  companies.  That  theory,  it  is  said,  is  sup 
ported  by  the  decision  of  the  Supreme  Court  of  the  United 
States,  in  the  case  of  Wells  Fargo  &  Co.  vs.  Taylor. 

The  arrangement  made  after  the  protests  began  coming 
the  Commission  and  the  express  companies  is  not  in  accor     ince 
with   the  terms   of  the  restrictive  rules   carried   on  the  tan 
which  the  Commission  declined  to  suspend  and  which,  tner 
fore,  became  operative  May  1.    But  the  disregard  of  the  restric- 
tive rules  does  not  hurt  the  shipper,  so  it  is  not  likely  that 
that  disregard  will  cause  the  companies  to  be  haled  before  t 
Commission  for  an  explanation. 

S.  E.  EXPRESS  CO.  TARIFFS 

Tht  Tragic  World  Washington  Bureau 

The  American  Railway  Express  Company  has  filed  with  the 
Interstate  Commerce  Commission  a  blanket  supplement  to  3,49 
tariffs   adding  the  Southeastern  Express  Company  as  a  party  to 
its  publications  applying  to  and  from  the  territory  traversed  by 
the  new  express  company. 

Tariffs  of  the  Southeastern  Express  Company  became  oper- 
ative May  1.  when  that  company  officially  began  business  as  a 
common  carrier  by  express  over  the  rails  of  the  Southern  System 
and  its  affiliated  Companies.  The  Commission  refused  to  sus- 
pend tariffs  whereby  the  new  company  from  New  York  and 
other  eastern  points,  adopted  the  rates  of  the  American  Rail- 
way Express  Company.  Protests  against  that  adoption  were 
considered,  but  the  Commission  could  not  see  its  way  clear  to 
suspend  them  because  suspension  would  have  left  points  served 
exclusively  by  Southeastern  offices  without  any  rates  from  the 
north  other  than  combinations. 

The  tariffs  that  became  operative  contain  a  routing  rule, 
supposed  to  have  been  forced  in  by  the  older  express  company, 
which  assure  to  the  older  company  the  long  haul  to  points  where 
both  companies  have  offices.  For  instance,  Chattanooga,  Tenn., 
is  a  point  served  by  both  companies.  Under  the  protested  rule, 
traffic  from  New  York  or  other  eastern  points  will  be  kept  on 
the  rails  of  carriers  over  which  the  American  Railway  Express 
Company  operates,  no  matter  how  long  the  route  may  be.  The 
Southern  rails  make  the  short  route  to  Chattanooga  vit  Potomac 
Yards.  Under  the  routing  rule,  however,  the  American  keeps 
the  traffic  on  the  rails  of  companies  over  which  it  operates,  not- 
withstanding, according  to  the  representations  of  the  protest- 
ants,  that  the  route  of  the  American  is  much  longer.  The  short 
route  would  give  the  American  the  haul  from  New  York  to 
Potomac  Yards,  and  the  Southeastern  beyond. 

Suspension  of  the  tariffs  containing  the  routing  rule  would 
not  have  created  a  through  route  and  joint  rate  arrangement  be- 
tween the  two  carriers.  The  two  companies,  on  traffic  consigned 
to  points  served  only  by  one  or  the  other,  made  joint  rate  and 
through,  route  arrangements  for  the  utilization  of  the  short-line 
rails.  For  instance,  to  Cltlco,  a  short  distance  from  Chattanooga, 
the  arrangement  will  result  in  the  use  of  the  short  line,  while  to 
Chattanooga  the  long  route  will  be  used. 

Under  the  interstate  commerce  law  the  Commission  can 
order  the  companies  to  short-haul  themselves  if  and  when  it 
is  of  the  opinion  that  the  route  of  either  company  is  unduly 
circuitous.  But  it  cannot  order  the  making'  of  such  arrange- 
ments except  and  until  it  has  held  a  hearing  and  come  to  the 
conclusion  that  a  given  route  is  unduly  circuitous. 

In  the  correspondence  on  the  subject  the  older  company 
»ald  that  it  would  increase  the  celerity  of  movement  over  its 
longer  routes  so  that  the  shipper  will  be  able  to  obtain  expe- 
ditious service  over  routes  of  which  the  all-American  route  from 
New  York  to  Chattanooga  is  believed  to  be  illustrative. 

Refusal  of  the  Commission  to  suspend  the  American  Rail- 
way Express  Company's  supplement,  issued  under  special  per- 
mission No.  52586,  dated  April  13,  purporting  to  add  the  South- 
eastern Express  Company  as  a  participating  carrier  in  the  tariffs 
of  the  American  and  its  other  connections,  has  created  a  situa- 


tion in  the  southeastern  part  of  the  country  that  is  contrary  to 
nearly  all  conceptions  of  transportation  situations.  Large  cities 
a  the  southeast,  such  as  Atlanta,  Chattanooga  and  Nashville, 
so  far  as  express  rates  and  service  are  concerned  are  not  on 
the  direct  lines  of  travel,  while  nearly  every  small  community 
lor  such  purposes,  is  on  the  main  lines  of  travel  over  which  joint 


is  not  on  the  main  line  of  travel  between  New  York 
and  New  Orleans.  Nashville  and  Knoxville,  in  an  express  service 
sense  Tre  263  miles  from  each  other,  if  not  403.  The  short  line, 
the  one  that  makes  the  freight  rates  and  passenger  fares,  is 
217  miles  long.  The  express  rates,  however,  do  not  apply  over 
it  Every  city  in  the  southeast  where  there  are  offices  of  the 
two  express  companies  has  been  deprived  of  through  route  and 
joint  rate  arrangements,  while  every  place  which  has  an  office  of 
only  one  of  the  two  companies,  apparently,  has  been  given  the 
benefit  of  the  through  route  and  joint  rate  arrangement  which 
Commission  said  should  be  established,  when  Franklin  K.  Lane 
had  completed  the  big  express  investigation,  and  the  Commission 
had  approved  his  scheme  of  stating  express  rates  in  accordance 
with  the  rules  of  the  block  system.  This  is  the  outcome  of  the 
organization  of  the  Southeastern  Express  Company,  and  the  tak- 
ing over  by  it  of  the  express  business,  on  May  1,  over  the  rails 
of  the  Southern  Railway  System,  consisting  of  the  Southern 
Railway,  Mobile  &'Ohio,  Cincinnati,  New  Orleans  &  Texas  Pacific 
and  their  affiliated  lines.  No  point  on  the  Southern  System. 
touched  by  any  other  railroad  over  which  the  American  Rail- 
way Express  Company  operates  has  had  the  benefit  of  through 
route  and  joint  rate  arrangements  since  May  1,  when  the  special 
supplement  purporting  to  show  the  Southeastern  Express  Com- 
pany as  a  party  to  the  tariffs  of  the  American  Railway  Express 
Company  and  its  connections,  other  than  the  Southeastern  Ex- 
press Company,  became  effective. 

It  is  believed  the  Southeastern  Express  Company  will  file 
a  formal  complaint  against  that  situation.  Judging  from  the 
telegraphic  protests  of  shippers  in  the  southeast,  especially  the 
shippers  of  fish,  shippers  will  intervene  in  that  complaint  or 
file  complaints  on  their  own  account.  The  Southeastern  Express 
Company  protested  against  the  special  supplement.  It  alleged 
in  effect  that  it  was  not  in  accordance  with  the  understanding 
it  had  reached  with  the  American  Railway  Express  Company,  and 
certainly  not  in  accordance  with  its  wishes  to  be  shown  as  a 
participant  in  through  route  and  joint  rate  arrangements  in  con- 
nection with  the  older  company. 

The  effect  of  the  special  supplement  is  to  cut  out  the 
Southern  System  as  part  of  any  through  route  between  any  of  the 
cities  in  the  Northeast  and  west  to  any  point  in  the  South  where 
both  oompanies  have  offices.  It  confines  traffic  originating  In 
the  North,  East  and  West,  destined  to  common  points,  to  the 
rails  of  carriers  over  which  the  American  Express  Company  op- 
erates, regardless  of  how  long  the  all-American  route  between 
any  two  points  may  be.  The  special  supplement  carries  the 
prohibition  against  short-hauling  to  the  farthest  possible  extent. 

According  to  the  protest  of  the  Southeastern  Express  Com- 
pany, it  expected  the  American  Railway  Express  Company  to  file 
a  supplement  showing  the  adoption  by  it  of  all  the  rates,  rules 
and  practices  of  the  older  express  company  to  common  destina- 
tions, involving  hauls  over  the  usual  routes  embracing  the  South- 
ern Railway  System.  Instead,  however,  the  special  supplement 
filed  by  the  older  express  company  contains  limitations  that  have 
the  effect  hereinbefore  set  forth.  On  the  first  page  the  special 
supplement  shows  the  Southeastern  Express  Company  as  having 
filed  concurrence,  "Ex  4,"  which,  to  even  the  well-informed  ship- 
per, it  Is  believed,  means  nothing  more  than  that  the"  two  com- 
panies have  joined  in  a  through  route  and  joint  rate  arrange- 
ment. Under  the  letters  and  figures  showing  the  concurrence 
is  printed  the  following  direction:  "Refer  to  tariffs  as  enu- 
merated herein,  and  add  the  Southeastern  Express  Company  as 
a  participating  carrier." 

On  the  inside  pages  under  the  caption,  "List  of  tariffs  sup- 
plemented hereby,"  are  the  words,  Amend  the  application  of  all 
the  tariffs  shown  in  this  section  filed  with  the  Interstate  Com- 
merce Commission,  Canadian  Railway  Commission  and  State 
Commissions  by  adding  the  following  rules: 

"This  tariff  will  apply  from  offices  of  the  American  Railway 
Express  Company  to  offices  of  the  American  Railway  Express 
Company,  Canadian  Express  Company,  Canadian  National  Express 
Company  and  Dominion  Express  Company;  also  from  exclusive 
offices  of  the  American  Railway  Express  Company  to  exclusive 
offices  of  the  Southeastern  Express  Company;  also  from  exclu- 
sive offices  of  the  Southeastern  Express  Company  to  exclusive 
offices  of  the  American  Railway  Express  Company,  Canadian  Ex- 
press Company,  Canadian  National  Express  Company  and  Do- 
minion Express  Company;  also  from  offices  of  the  Southeastern 
Express  Company  to  offices  of  the  Southeastern  Express  Com- 
pany." 

Under  the  caption  "routing,"  the  special  supplement  contains 
the  following:  "Shipments  destined  to  offices  reached  by  both 
the  American  Railway  Express  Company  and  the  Southeastern 
Express  Company  shall  be  forwarded  by  the  company  receiving 
same  from  the  shipper  over  its  own  lines  to  destination." 

In   effect,   the   protesting   express   company   contended   the 
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special  supplement  was  not  really  whut  its  title  page  purported 
to  show  it  to  be.  In  freight  tariffs,  rules  for  the  application  of 
i. lies  are  shown  under  a  caption  reading  "application,"  or  "appll- 
.•a  lion  of  rates."  In  this  tariff  the  restrictive  rules  are  carried, 
except  as  to  routing,  under  the  caption,  "list  of  tariffs  supple- 
mented hereby." 

A  number  of  shippers  apparently  read  the  supplement  care- 
fully and  discovered  the  limitations  which  have  the  result  of 
making  it  Impossible  for  any  through  route  and  joint  rate  ar- 

•ements  to  apply  over  routes  embracing  the  rails  of  any  part 
of  the  Southern  Railway  System,  If  the  traffic  is  destined  to  a 
point  common  to  both  express  companies.  They  protested;  but. 
from  the  fact  that  protests  began  coming  in  from  shippers  In 
the  Southeast  either  just  about  the  time  the  special  supplement 
became  operative  or  soon  thereafter,  it  is  inferred  that  all  ship- 
peis  did  not  sense  the  meaning  of  the  restrictive  clauses  under 
the  heading,  "list  of  tariffs  supplemented  hereby,"  until  the  op- 
erative  date  was  upon  them.  The  fish  shippers  at  points  on  the 
Soutli  Atlantic  coast  did  not  learn  of  the  significance  of  the 
limitations  until  the  American  Railway  Express  Company  began 
declining  shipments  over  the  Southern's  rails  to  important  cen- 
ters in  the  South  common  to  both  express  companies. 

The  American  Railway  Express  Company,  in  defending  itself 
against  the  protests,  told  the  Commission  that  it  would  "kick  up" 
its  schedules  over  roundabout  routes  so  that  shippers  over  them 
would  obtain  as  expeditious  service  as  over  the  more  direct 
routes. 


FILING  OF  OVERCHARGE  CLAIMS 

The  Traffic  World  Washington  Bureau 

In  accounting  circular  157-B,  signed  by  L.  J.  Tracy,  Comp- 
troller for  the  Railroad  Administration,  promulgated  May  2, 
modification  of  course  respecting  overcharge  claims  is  provided 
for  as  follows:  Claims  against  Director  General  of  Railroads, 
as  agent,  for  overcharge  in  excess  of  published  tariff  rate,  where 
filed  with  Commission  prior  to  March  1,  1921,  will  be  handled 
in  accordance  with  accounting  circulars  Nos.  157  and  157-A. 
Claims  which  have  not  been  filed,  may  be  filed  on  or  before 
Sept.  1,  1921,  direct  with  appropriate  carriers,  and  where  found 
by  the  Director  General  meritorious,  will  be  paid.  This  will 
authorize  handling  on  their  merits  of  any  overcharge  claims 
filed  with  the  carrier  prior  to  February  17,  1921,  but  which 
carrier  failed  to  file  with  Commission,  as  directed  by  Circular 
No.  157. 

Director  General  Davis  hopes  and  believes  that,  in  having 
this  circular  issued  he  disposed  of  all  the  phases  of  the  over- 
charge claim  trouble  over  which  he  has  control  in  such  a  way 
that  claimants  will  be  satisfied  and  further  legislation  will  be 
unnecessary.  He  consulted  with  Senator  Cummins  on  the  leg- 
islative phase  of  the  situation.  As  to  the  attitude  the  Railroad 
Administration  should  take,  there  were  consultations  between 
the  Director  General  and  the  members  of  the  law  staff,  all  with 
a  view  to  relieving  the  situation  from  the  harshness  that  would 
result  from  the  holding  that  section  206  (c),  requiring  claims 
against  the  Railroad  Administration  to  be  filed  within  a  year 
from  the  end  of  federal  control,  applied  also  to  demands  for  the 
return  of  the  excess  over  legal  rate. 

The  new  ruling  does  not  reverse  the  prior  ruling  that  the 
section  does  apply.  It  is  merely  notice  that  the  Railroad  Ad- 
ministration believes  itself  warranted  in  disposing  of  claims 
for  the  return  of  overcharges  notwithstanding  that  a  technical 
view  of  the  statute  might  require  a  different  view. 

Three  classes  of  overcharge  claims  are  recognized  by  the 
new  circular.  The  first  is  composed  of  those  which  were  filed 
with  the  Commission  prior  to  March  1,  1921.  They  are  to  be 
handled  in  accordance  with  the  circulars  which  gave  the  effect 
of  John  F.  Finerty's  legal  opinion  that  section  206  (c)  does  cover 
overcharge  claims.  They  are  to  be  handled  in  accordance  with 
prior  circulars  on  the  subject. 

The  second  class  is  composed  of  the  claims  which  did  not 
reach  the  files  of  the  Commission  prior  to  March  1.  As  to  them, 
the  day  of  grace  has  been  extended  to  September  1.  Such  claims 
may  be  filed  with  the  appropriate  carriers;  that  is,  with  carriers 
that  exacted  the  overcharges.  The  Director  General  will  pay 
such  of  them  as  he  finds  meritorious. 

The  third  class  is  corriposed  of  those  claims  which  shippers 
filed  with  carriers  but  which  the  carriers  did  not  file  with  the 
Commission  prior  to  March  1,  1921,  in  accordance  with  instruc- 
tions issued  to  them  directing  them  to  send  to  the  Commission 
all  such  claims  that  had  reached  their  files  prior  to  February 
17,  1921.  As  to  such  claims,  the  carrier  is  to  dispose  of  them  in 
accordance  with  the  terms  of  the  first  circular  on  the  subject, 
No.  157.  The  shipper  is  not  to  be  punished  for  the  neglect  or 
inability  of  the  carrier  to  file  the  claims  in  Washington. 

As  to  what  becomes  of  the  claims  which  the  Director  Gen- 
eral concludes  are  not  meritorious  nobody  knows.  So  far  as 
now  appears  they  will  be  barred.  What  a  court  might  say  is 
another  matter.  The  Commission  has  no  jurisdiction  over 
claims.  Its  jurisdiction  ends  when  it  has  told  a  carrier  that  its 
rules  for  handling  them  are  or  are  not  reasonable  or  free  from, 
or  tainted  with,  undue  prejudice. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

•  Digests  taken  from  Reporter*  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co..  St    Paul.  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR  INJURY  TO  GOODS 

(Supreme  Judicial  Court  of  Massachusetts,  Suffolk.)  Where 
defendant  express  company  engaged  to  transmit  for  plaintiff 
money  to  plaintiff's  sister  at  Erivan,  Russia,  a  city  In  the  Cau- 
casus Mountains,  near  the  Persian  frontier,  and  plaintiff  knew 
that  defendant  company  did  not  undertake  Itself  through  Its 
own  agents  to  deliver  the  purchased  rubles,  but  that  It  agreed 
to  transfer  them  through  corresponding  sub-agents  to  plaintiff's 
sister  at  place  of  destination,  unless  the  selected  sub-agents  in 
Russia  were  not  suitable  persons  to  receive  and  transmit  the 
money,  plaintiff  is  not  entitled  to  recover  from  defendant  com- 
pany as  for  breach  of  its  contract  through  failure  to  deliver  the 
funds  to  the  payee. — Alemian  vs.  American  Express  Co.,  130 
N.  E.  Kept.  253. 

Where  plaintiff  desiring  to  transmit  funds  to  Russia,  ex- 
onerated by  written  agreement  defendant  express  company  for 
any  loss  occasioned  by  errors  or  delays  or  for  the  acts  or  omis- 
sions of  the  correspondents  or  agencies  necessarily  employed, 
and  assumed  all  risks,  and  defendant  express  company  had  no 
actual  or  constructive  knowledge  that  plaintiff  could  not  read 
English,  and  his  signature  was  not  procured  by  fraud,  misrepre- 
sentation, and  concealment  of  the  terms  of  the  agreement,  plain- 
tiff cannot  recover  on  account  of  failure  to  deliver  the  money 
to  the  payee,  defendant  express  company  having  duly  trans- 
mitted it  to  its  Russian  correspondents. — Ibid. 

(Court  of  Civil  Appeals  of  Texas,  Texarkana.)  The  carrier 
issuing  a  through  bill  of  lading  which,  under  Rev.  St.  art.  711, 
makes  it  liable  until  the  goods  are  delivered,  may  bind  itself 
to  transport  beyond  its  own  line  under  article  731,  but  its  lia- 
bility as  carrier  is  limited  under  article  712,  If  it  uses  due  dili- 
gence to  notify  the  consignee  and  the  goods  are  not  taken  by 
the  consignee  within  a  reasonable  time  after  such  notice,  after 
which  time  the  carrier  is  liable  only  as  warehouseman. — Hines, 
Director-General  of  Railroads,  vs.  First  Guaranty  State  Bank  of 
Aubrey  et  al.,  228  S.  W.  Rept.  668. 

Whether  a  reasonable  time  for  the  removal  of  the  goods  had 
elapsed  since  notice  of  their  arrival  to  the  consignee  varies  with 
the  circumstances  of  each  particular  case,  but  when  the  facts 
are  undisputed  the  question  of  what  length  of  time  is  reasonable 
becomes  one  of  law  to  be  determined  by  the  court. — Ibid. 

Where  the  consignee's  agent  was  notified  of  the  arrival  of 
the  goods  immediately  thereafter,  but,  though  he  was  situated  in 
the  vicinity  of  the  depot,  he  did  not  attempt  to  remove  the  goods 
for  four  days  thereafter,  a  reasonable  time  for  removal  had 
expired,  and  the  carrier  was  liable  only  as  warehouseman. — Ibid. 

Though  a  carrier's  liability  has  become  that  of  warehouse- 
man only,  he  was  liable  as  such  for  permitting  a  shipment  of 
meal  to  remain  in  the  car  in  which  it  was  shipped,  and  which 
had  a  leaky  roof  and  walls,  so  that  the  meal  was  injured  by 
water.- — Ibid. 

Under  Rev.  St.  arts.  711,  712,  an  initial  carrier  who  con- 
tracts to  transport  the  goods  to  destination  and  there  deliver 
to  consignee  is  liable  as  warehouseman  for  damages  to  goods 
while  remaining  in  the  car  in  which  they  were  shipped  after 
their  transportation  by  a  connecting  carrier. — Ibid. 

The  fact  that  a  carrier  had  no  depot  or  warehouse  at  the 
place  of  destination  within  which  to  store  the  goods  does  not 
relieve  its  liability  for  permitting  them  to  remain  in  a  leaky  car, 
though  it  had  the  right  to  warehouse  the  goods  in  a  car,  which 
in  the  exercise  of  ordinary  care  was  a  safe  and  suitable  place. — 
Ibid. 

CONVERSION 

Carrier   Not   Guilty   of  Conversion   When    Right   of   Inspection    Is 

Authorized: 

(Court  of  Civil  Appeals  of  Texas.  Texarkana.)  Where  seller 
authorized  railroad  to  allow  buyer  to  inspect  goods  without  ad- 
vance payment  of  draft  and  delivery  of  bill  of  lading,  without 
stipulating  in  what  particular  place  and  manner  the  inspection 
should  be  made,  the  railroad  did  not  violate  instructions  by 
placing  the  car  containing  the  goods  on  the  privately  owned 
track  of  buyer  adjacent  to  buyer's  warehouse  for  the  purpose 
of  enabling  buyer  to  properly  inspect  goods. — Pittman-Harrison 
Co.  vs.  Fox  Brothers  et  al.,  228  S.  W.  Rept.  579. 

Where  railroad  placed  car  containing  goods  on  buyer's  pri- 
vately owned  track  adjacent  to  Its  warehouse  to  enable  buyer  to 
properly  inspect  goods  before  payment  of  draft  and  delivery  of 
bill  of  lading  pursuant  to  instructions  from  seller  to  allow 
inspection,  and  where  samples  of  goods  were  taken  from  car  to 
warehouse  for  purposes  of  inspection  and  kept  therein  from 
March  26  to  April  8,  because  of  absence  of  shipping  list  neces- 
sary to  proper  inspection,  and  where  on  inspection  the  goods  were 
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rejected  for  non-compliance  with  order,  and  the  railroad  on  being 
no  informed  again  look  possession,  there  was  no  conversion  by 
buyer,  the  buyer  having  had  possession  merely  for  the  purpose 

nwhere0scller  of  goods  of  particular  variety  authorized  rail- 
road to  permit  buyer  to  inspect  goods  before  payment  of  draft 
and  delivery  of  bill  of  lading,  the  buyer  was  entitled  to  make 
auch  inspection  as  would  enable  him  to  ascertain  whether  the 
goods  complied  with  contract.— Ibid. 

Conversion  is  any  distinct  act  or  dominion  wrongfully  ex- 
erted over  one's  property  in  denial  of  his  right  or  inconsistent 

(Court  of  Civil  Appeals  of  Texas,  Texarkana.)  A  carrier 
which  delivered  cotton  to  a  compress  company  instead  of  the 
named  consignee,  taking  a  receipt  from  it  to  hold  It  for  the  con- 
signee was  guilty  of  a  conversion  and  liable  for  its  destruction 
by  fire'  while  so  held  by  the  compress  company.— Hines,  Director- 
General  of  Railroads,  et  al.  vs.  Jordan,  228  S.  W.  Kept.  633. 

In  an  action  for  destruction  by  fire  of  cotton  delivered  to 
a  carrier  for  transportation  and  delivery  to  a  named  consignee, 
wherein  it  appeared  the  carrier  delivered  it  to  a  compress  com- 
pany for  the  consignee,  a  finding  that  the  consignee  did  not 
waive  the  misdelivery  held  warranted,  where  his  own  testimony 
that,  when  informed  by  a  buyer  of  his  having  the  cotton  at  the 
compress,  he  requested  the  buyer  and  others  to  go  and  look  at 
it  and  say  what  they  would  give  for  it,  was  the  only  testimony 
tending  to  show  it.— Ibid. 

"Waiver"  is  an  intentional  abandonment  of  a  known  right, 
and  there  can  be  no  waiver  unless  it  is  so  intended  by  one  party 
and  so  understood  by  the  other  or  one  party  has  so  acted  as  to 
mislead  the  other  and  is  estopped  thereby.— Ibid. 

Where,  at  the  time  of  trial,  railroads  had  been  returned  to 
private  ownership,  the  Director-General  is  no  longer  a  proper 
party  to  a  cause  of  action  for  conversion,  arising  during  federal 
control,  but  the  action  should  proceed  against  the  agent  des- 
ignated by  the  President  pursuant  to  act  Cong.  Feb.  28,  1920,  and 
the  United  States  is  not  a  proper  party  except  through  said 
agent. — Ibid. 
Measure  of  Damages  for  Failure  to  Furnish  Cars: 

(Court  of  Appeals  of  Georgia,  Div.  No.  1.)  Although  a  ship- 
per who  has  sustained  damage  by  reason  of  a  breach  of  the 
common  law  duty  of  a  railroad  company,  as  a  common  carrier, 
to  furnish  cars  for  the  transportation  of  freight  within  a  reason- 
able time,  is  not  prevented  by  the  act  of  1907  (Ga.  Laws  1907, 
p.  84;  Civil  Code  of  1910,  p.  2774  et  seq.)  from  instituting  a 
common  law  action  for  damages,  instead  of  pursuing  the  remedy 
provided  by  that  act,  touching  the  failure  of  a  railroad  company 
to  furnish  cars  to  a  grower  of  perishable  products  (Southern 
Railway  Co.  vs.  Moore,  133  Ga.  806;  67  S.  E.  85,  26  L.  R.  A. 
(N.  S.)  851,  yet  where  the  suit  is  instituted  under  that  act, 
the  exclusive  measure  of  damages  is  the  market  value  of  the 
product  (with  interest  thereon,  less  cost  of  carriage  and  the 
usual  expense  of  selling)  in  the  market  to  which  the  shipper 
intended  shipping  it,  on  the  day  it  would  have  arrived  had  it 
been  carried  in  the  usual  course  of  transportation  on  schedule 
time  for  such  freight.  And  in  order  to  obtain  damages  in  such 
a  case  the  shipper  must  in  writing  notify  the  agent  of  the  rail- 
road company  of  the  market  to  which  he  intended  shipping  his 
product.  Civil  Code  1910,  pp.  2774,  2775. — Thompson  vs.  Atlan- 
tic Coast  Line  R.  Co.,  106  S.  E.  Rept.  322. 

Moreover,  even  if  the  action  were  based  upon  the  common- 
law  liability  of  a  carrier  for  the  failure  to  furnish  cars  upon 
demand,  the  petition  still  fails  to  set  out  a  cause  of  action,  since 
it  does  not  allege  that  the  goods  were  properly  offered  for  trans- 
portation. It  is  not  alleged  in  the  petition  that  the  goods  were 
ever  carried  to  the  defendant  railroad  line  or  offered  in  any 
way  to  the  railroad  company  for  transportation.  On  the  con- 
trary, It  appears  from  the  allegations  of  the  petition  (properly 
construed  most  strongly  against  the  plaintiff)  that  the  goods  in 
question — watermelons — were  never  removed  from  the  plaintiff's 
farm  where  they  were  grown.  And  these  defects  in  the  petition 
were  pointed  out  by  timely  special  demurrers  and  were  not  cured 
by  any  amendment.  See.  in  this  connection,  Southern  Railway 
Co.  TB.  Moore.  133  Ga.  806.  67  S.  E.  85,  26  L.  R.  A.  (N.  S.)  851; 
Chattanooga  Southern  Railroad  Co.  vs.  Thompson.  133  Ga.  127, 
65  S.  E.  285;  Wadley  Southern  Railway  Co.  vs.  Kent,  145  Ga. 
690,  89  S.  E.  765.— Ibid. 
Lost  or  Damage  in  Transit  Makes  Out  Prima  Facie  Case  of 

Negligence: 

(Supreme  Court  of  North  Carolina.)  Loss  of  or  injury  to 
animals  while  in  the  possession  of  a  carrier  or  under  its  control 
makes  out  a  prima  facie  case  In  favor  of  shipper.— Barden  vs. 
American  Ry.  Express  Co.,  106  S.  E.  Rept.  462. 

The  presumption  of  negligence  of  carrier  arising  from  proof 
of  Injury  to  or  loss  of  stock  while  In  carrier's  control  Is  not 
overcome  or  rebutted  because  of  an  agreement  to  give  plaintiff 
free  transportation,  and  that  he 'would  feed  and  care  for  the 
stock,  where  damage  was  not  caused  by  failure  of  plaintiff  to 
perform  his  agreement. — Ibid. 
Lots  of  Baggage: 

(Supreme  Court,  Appellate  Term,  First  Dept.)  In  an  action 
by  a  traveler,  who  had  his  hand  bag  carried  Into  a  Pullman  car 


by  a  station  porter  and  then  was  unable  to  find  it,  evidence 
held  not  to  warrant  a  finding  that  it  was  left  In  custody  of 
Pullman  employes,  so  as  to  make  the  carrier  liable  as  an  insurer. 

Sneddon  vs.  Payne,  Director-General  of  Railroads,  et  al.,  187 

N.  Y.  Sup.  Rept.  185. 

A  passenger,  who  could  not  find  his  hand  bag  left  by  a 
station  porter  in  a  Pullman  car  while  he  was  detained  about 
two  minutes  outside  to  have  his  ticket  examined,  was  required, 
in  a  suit  for  its  loss,  to  show  that  the  loss  was  the  result  of 
the  carrier's  negligence. — Ibid. 

Where  a  passenger,  about  to  enter  a  Pullman  car,  was  de- 
tained about  two  minutes  outside  to  have  his  ticket  examined, 
while  a  station  porter  carrying  his  hand  bag  entered  the  car, 
the  carrier  cannot  be  held  liable,  his  bag  not  having  been  found, 
on  the  theory  that  its  servants  should  have  kept  their  eyes  on 
it,  for  such  vigilance  is  not  required  of  the  carrier. — Ibid. 

Where  a  passenger,  who  was  having  his  hand  bag  carried 
by  a  station  porter,  was  detained  outside  a  Pullman  car  for  the 
purpose  of  having  his  ticket  examined,  and  when  he  entered 
the  car,  in  which  the  porter  was  supposed  to  have  left  his  bag, 
it  could  not  be  found,  the  carrier  cannot  be  held  liable  on  the 
theory  that  the  loss  would  not  have  happened,  if  he  had  been 
allowed  access  to  the  car  at  the  same  time  with  the  porter,  for 
the  requirement  was  'reasonable  and  the  loss  could  not  have 
been  foreseen. — Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


(Supreme  Court  of  Missouri,  Div.  No.  2.)  On  bill  of  inter- 
pleader against  defendants  asserting  conflicting  claims  for  over- 
charges exacted  by  a  railroad  for  carrying  certain  ties,  evidence 
held  to  warrant  the  referee  in  finding  that  one  defendant  bought 
the  ties  as  agent  for  another  defendant  after,  as  well  as  before, 
expiration  of  a  contract  between  them,  and  paid  all  the  freight 
charges  on  the  ties  bought  by  it  prior  to  the  appointment  of 
receivers  for  the  railroad  which  carried  the  ties. — Cobbs  vs. 
Joyce-Watkins  Co.  et  al.,  228  S.  W.  Rept.  504. 

A  company,  which  was  in  fact  both  consignor  and  consignee 
of  ties  purchased  by  another  company  as  its  agent,  bore  the 
burden  of  transportation  of  such  ties,  and  as  against  the  other 
company,  its  agent,  is  entitled  to  recover  overcharges  for  the 
transportation  from  the  railroad  which  carried  the  ties. — Ibid. 

On  bill  of  interpleader  against  defendants  asserting  conflict- 
ing claims  for  overcharges  exacted  by  a  railroad  for  carrying 
certain  ties  purchased  by  -one  defendant  company  for  another 
company,  title  to  the  ties  held  to  have  passed  to  and  vested  in 
the  principal  company  at  the  time  of  each  delivery  of  and  settle- 
ment for  the  ties  by  and  with  the  sellers  and  the  agent  company 
at  loading  stations,  despite  the  terms  of  the  contract  of  sale 
that  the  ties  were  bought  "f.  o.  b."  St.  Louis. — Ibid. 

(District  Court,  S.  D.,  Georgia,  Albany  Div.)  A  connecting 
railroad  cannot  recover  its  freight  charges  on  a  carload  of  mer- 
chandise from  the  shipper,  where  the  car  was  billed  over  its 
line  by  the  initial  carrier  in  violation  of  its  contract  with  the 
shipper,  as  changed  before  the  shipment  was  forwarded,  which 
required  consignment  of  the  car  to  a  different  destination,  and 
as  a  result  of  the  mistake  the  carload,  which  was  perishable, 
was  lost  to  the  shipper. — Delaware,  L.  &  W.  Ry.  Co.  vs.  Johnson- 
Brown  Co.,  270  Fed.  Rept.  679. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 

(Circuit  Court  of  Appeals,  Second  Circuit.)  Where  the  bill 
of  lading  for  a  shipment  of  oil  in  barrels  contained  the  usual 
exceptions  against  liability  for  leakage  or  breakage,  the  fact 
that  the  leakage  was  ten  times  that  ordinarily  to  be  expected,  is 
not  of  itself  sufficient  to  establish  a  prima  facie  case  of  neg- 
ligence against  the  carrier,  but  still  leaves  it  incumbent  upon 
libelant  to  show  negligence  overcoming  the  exception. — The 
Arpillao,  270  Fed.  Rept.  426. 

Evidence  that  when  barrels  of  olive  oil  were  properly  stowed 
there  was  no  direct  pressure  on  the  bilge  and  that  the  barrels 
in  question  were  crushed  at  the  bilge  around  the  bunghole, 
though  the  vessel  had  encountered  no  unusual  storms  and  her 
crew  testified  the  cargo  did  not  shift,  held  to  show  improper 
stowage  of  the  oil.— Ibid. 
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Bud  stowage  of  a  cargo  of  barrels  of  olive  oil  IB  negligence 
for  which  i  ho  shipper  can  recover  notwithstanding  an  exception 
in  the  bill  of  lading  against  leakage  or  breakage. — Ibid. 

The  contract  of  shipping  Is  the  bill  of  lading  delivered  to 
the  shipper,  not  that  retained  by  the  ship,  so  that  a  ship's  copy 
containing  an  admission  of  defective  barrels  written  above  the 
space  for  the  master's  signature  is  incompetent  where  It  was 
identified  only  by  proof  of  the  authenticity  of  the  signature  by 
the  shipper's  agent  who  testified  contrary  to  the  admission.— 
Ibid. 

A  bill  of  lading  has  a  dual  aspect;  as  a  contract  it  Is  not 
to  be  varied  by  parol  evidence,  but  as  a  receipt  It  is,  like  other 
receipts,  subject  to  contradiction  or  explanation  of  proof  of  the 
facts.— Ibid. 

Where  the  hearing  on  appeal  from  a  decree  dismissing  the 
libel  was  delayed  at  the  sueggstion  of  libelant  for  more  than 
two  years  with  no  reason  being  given  therefor,  libelant  will 
not  be  allowed,  after  reversal  of  the  decree  and  award  of  dam- 
ages, to  recover  interest  on  the  damages  during  the  period  the 
appeal  was  delayed. — Ibid. 

(District  Court,  E.  D.,  Pennsylvania.)  The  doctrine  of  gen- 
eral average  under  which  the  loss  caused  by  a  sacrifice  mado 
for  the  common  benefit  of  all  should  be  borne  ratably  by  all 
does  not  apply  when  the  necessity  for  the  sacrifice  was  caused 
by  the  negligence  of  the  master  or  crew. — The  Mary  F  Barrett, 
270  Fed.  Kept.  618. 

The  stranding  of  a  vessel  which  necessitated  the  jettison 
of  part  of  the  cargo  and  of  property  belonging  to  the  vessel 
held  due  to  the  negligence  of  the  master  in  navigating  the 
vessel,  which  was  admittedly  ten  miles  off  her  course  in  the 
vicinity  of  known  reefs,  either  because  the  master  gave  a  wrong 
course  or  because  he  did  not  make  the  proper  allowance  for 
the  set  and  strength  of  the  known  currents. — Ibid. 

Before  the  Harter  act  shipowners  could  not  contract  to  re- 
lieve themselves  of  liability  for  the  negligence  of  the  master  or 
crew,  which  in  law  is  their  negligence. — Ibid. 

The  Harter  act  (Comp.  St.,  pp.  8029-8035),  which  exempted 
vessels  from  liability  for  losses  due  to  errors  of  navigation, 
merely  relieved  them  from  liability,  but  did  not  entitle  them  to 
general  average  contribution  for  losses  made  necessary  by  errors 
of  navigation. — Ibid. 

In  the  absence  of  a  stipulation  in  the  charter  party  entitling 
the  ship  to  general  average  contribution  for  losses  made  neces- 
sary by  errors  in  navigation,  which  stipulation  is  authorized 
under  the  Harter  act  (Comp.  St.,  pp.  8029-8035),  the  vessel  can- 
not, on  a  libel  for  part  of  the  cargo  jettisoned  because  of  the 
stranding  of  the  vessel  resulting  from  errors  in  navigation,  in- 
terpose the  right  to  general  average  as  a  defense  pro  tanto. — 
Ibid. 

The  cause  of  the  loss  of  part  of  the  cargo  which  was  thrown 
overboard  to  lighten  the  vessel  after  she  had  stranded  because 
of  errors  in  navigation  was  the  act  of  jettison,  not  the  error  in 
navigation  which  occasioned  the  necessity  for  it,  so  that  the 
relief  of  the  Harter  act  (Comp.  St.,  pp.  8029-8035)  against  lia- 
bility for  loss  caused  by  errors  in  navigation  does  not  apply. — 
Ibid. 

The  owner  of  a  cargo  can  recover  from  the  vessel  the  full 
value  of  the  portion  lost  by  jettison  made  necessary  by  errors 
of  navigation  if  the  charter  contained  no  stipulation  entitling 
the  vessel  to  general  average  contribution. — Ibid. 


AMERICAN  MERCHANT  MARINE 

The  Traffic  World  Washington  Bureau 

Development  of  the  American  merchant  marine  was  dis- 
cussed in  the  Senate,  May  2,  after  Senator  Jones  of  Washing- 
ton had  offered  an  amendment  to  the  bill  limiting  immigration 
of  aliens  into  the  United  States  providing  that  "no  person  shall 
be  admitted  to  the  United  States  under  the  foregoing  provi- 
sions of  this  act  unless  brought  here  in  a  vessel  of  the  United 
States."  After  some  discussion  the  amendment  was  rejected. 

"The  time  has  come,"  said  Senator  Jones,  "when,  if  we 
want  an  American  merchant  marine  we  must  do  everything  and 
take  advantage  of  every  opportunity  that  will  tend  to  build  up 
and  encourage  its  development.  Our  competitors  are  going  to 
keep  us  off  the  seas  if  they  can  do  it.  They  are  going  to  use 
every  possible  means  to  accomplish  that  end,  and  I  think  we 
will  be  derelict  in  our  duty  toward  the  national  welfare  if  we 
neglect  any  opportunity  which  presents  itself  to  us  of  which 
we  could  advantage  to  help  build  up  and  maintain  an  American 
merchant  marine.  If  we  required  every  immigrant  who  comes 
to  this  country  to  come  in  an  American  ship,  we  would  go  a 
long  way  toward  establishing  upon  a  permanent  basis  some 
shipping  lines,  especially  passenger-carrying  lines  across  the 
Atlantic." 

Retaliation  by  foreign  countries  might  offset  the  good  that 
would  be  accomplished  by  such  an  amendment,  Senator  King 
of  Utah  said.  Foreign  countries  might  require  Americans  going 
to  foreign  countries  to  travel  in  the  ships  under  the  flags  of 
those  countries,  he  said.  Senator  Jones  replied  that  foreign 
countries  were  discriminating  against  the  United  States  "all  the 
time"  and  that  he  had  no  such  fears  as  had  Senator  King. 


Questions  and  Answers 

In  thii  department  will  be  uwwered  questions  of  both  lent  end 
practical  nature  that  confront  persons  dealing  with  traffic.  A  ipecialiit 
onintentate  commerce  law,  who U  a  member  of  our  legal  department 
will  give  hit  opinion  in  aniwer  to  any  aimple  quettion  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experienco 
and  wide  knowledge  will  aniwer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  hil  work.  Prrson.  desiring  immediate  aniwer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  queition— by  the  citation  of 
authorities  In  •  legal  opinion,  for  instance-may  obtain  thii  kind  of 
private  se-vice  by  the  payment  of  a  reasonable  fee.  The  right  ia  re- 
aerved  to  refuae  to  answer  in  this  department  any  question  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involvea  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated 

Address  Questions  and  Answers  Department, 
Traffic  Barries  Corporation,  Colorado  Building,  Washington.  D.  C. 


War  Tax — Party  Liable  for 

Pennsylvania.— Question:  Please  inform  us  who  Is  to  bear 
the  expense  of  war  tax  if  goods  purchased  f.  o.  b.  shipping  point 
(1)  freight  prepaid,  (2)  freight  allowed,  and  f.  o.  b.  destination 
freight  and  war  tax  paid  at  destination. 

Answer:  Article  110  of  Regulations  No.  49  (Revised)  of 
the  Treasury  Department  provides  that  all  taxes  imposed  by 
section  500  shall  be  paid  by  the  person  from  whom  or  from 
which  the  carrier  collects  the  charges  for  the  services  or  facili- 
ties rendered.  The  method  of  adjusting  transportation  expenses 
between  the  buyer  and  seller,  or  the  consignor  and  the  con- 
signee, is  a  matter  of  private  contract  over  which  the  govern- 
ment has  no  jurisdiction. 

In  the  absence  of  an  express  contract  between  the  vendor 
and  the  vendee  with  reference  to  the  payment  of  the  war  tax,  we 
think  that  the  courts  would  hold  that  the  general  custom  in 
vogue  in  trade  circles  that  the  person  paying  the  freight  is  to 
pay  the  war  tax,  would  govern.  In  other  words,  if  the  goods 
are  purchased  f.  o.  b.  shipping  point,  freight  prepaid  or  freight 
allowed,  then  the  shipper  is  the  party  liable  for  the  war  tax,  but 
if  the  goods  are  bought  f.  o.  b.  destination,  freight  and  war  tax 
paid  at  destination,  then  the  consignee  would  be  liable. 

Liability  of  Carrier  for  Shortage 

Pennsylvania. — Question:  Are  the  carriers  responsible  for 
the  loss  in  the  following  case? 

Early  in  July  last  year  there  was  forwarded  a  carload  of 

POSITIONS  WANTED  OR  OPEN"" 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
ind  THE  TRAFFIC  WORLD  Is  the  logical  medium  for  getting  UK 
men  and  the  positions  In  touch  with  each  other.  The  rates  for 
classified  advertisements  ars  as  follows:  First  Insertion,  J1.80  p«' 
line:  minimum  charge,  $3.00;  succeeding  insertions,  per  line,  BOc;  1C 
words  to  the  line;  numbers  and  abbreviations  counted  as  word*; 
I  point  type;  payable  in  advance.  Answers  to  keyed  advertisements 
i?JC?£T<led  free  and  a"  correspondence  held  In  strict  confidence.  Th« 
TRAFFIC  WORLD.  418  South  Market  Street.  Chicago.  HI. 

WANTED— AN  ACTIVE  TRAFFIC  MANAGER  in  every  city  In 
United  States  having  broad  acquaintance  in  local  transportation  cir- 
cles to  co-operate  with  us  in  installing  LOOSE-LEAF  TRAFFIC  LAW 
SERVICE.  Inquiries  furnished.  Write  in  confidence  for  particulars, 
stating  qualifications.  TRAFFIC  LAW  SERVICE  CORPORATION, 
S.  W.  corner  Adams  and  LaSalle  streets.  Chicago.  111. 

POSITION  WANTED — Traffic  Manager  reputable  concern.  East  or 
South,  educated,  of  good  address,  15  years'  railroad  experience  In 
freight  rates,  correspondence,  claims,  4  roads.  Age  33.  Address,  T.  M., 
care  Traffic  World.  Chicago. 

POSITION  WANTED— Certified  Traffic  Expert,  ten  years'  Chi- 
cago.  New  York  Trunk  Line  experience,  auditing,  claims,  college  edu- 
cation, highest  standing,  desires  connection  any  territory.  State 
te.rms.  Address  Edward  A.  Leonard.  Port  Reading.  N.  J. 

POSITION  WANTED — Traffic  Manager.  40,  successful,  now  em- 
ployed, with  ten  years'  railroad  and  industrial  traffic  experience, 
wants  position  in  Chicago  district.  Address  "J.  M.  G.."  Traffic  World. 
Chicago. 

POSITION  WANTED— Traffic  executive  holding  Important  rail- 
way position  qualified  as  examiner  Interstate  Commerce  Commission 
seeks  wider  field.  Address  R.  E.  E.  301,  care  Traffic  World,  Chi- 
cago, 111. 

POSITION  WANTED — As  Traffic  Manager  with  industrial  con- 
cf  rn.  New  England  territory,  ten  years'  experience,  supplemented 
with  a  course  with  La  Salle.  Now  employed;  wish  to  better  myself. 
Steady  and  temperate.  Address  E.  T.  R..  Traffic  World.  Chicago. 

POSITION  WANTED— Traffic  Manager  or  assistant,  graduate 
Interstate  Traffic  School,  four  years'  railway  experience,  transporta- 
tion, accounting.  Age  23,  married,  no  objection  small  town.  Best 
reierences;  Southern  states  preferred,  others  considered.  Address 
"M.  B.  A.."  Truffle  World.  Chicago. 

POSITION  WANTED— By  thoroughly  proficient  general  all-around 
office  man.  age  28  years,  railroad  and  construction  experience,  ac- 
counting, statistical  and  stenographic  ability,  good  correspondent.  At 
present  employed  in  traffic  department  of  large  corporation  handling 
claims,  tracers,  checking  rates,  etc.  Address  M.  J.  J.  363.  Traffic 
World,  Chicago. 

FOR  SALE — Several  thousand  first-class  6x8  8-ft.  oak  railroad 
ties  for  Immediate  shipment.  Can  also  furnish  oak  switch  ties  to 
order.  L.  K.  Pearson,  Edwardsburg,  Michigan. 
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fuller's  earth.  Upon  arrival  at  destination,  several  bags  were 
lorn  and  a  shortage  of  1,425  pounds  existed  as  compared  with 
the  bill  of  lading  weight.  The  bill  of  lading  bears  notation  to 
the  effect  that  the  weight  shown  thereon  is  guaranteed  by  the 
\\viuhing  Bureau.  Invoice  was  issued  on  basis  of  the  bill  of 
lading  weight  and  settled  accordingly.  We  filed  claim  with  the 
railroad  for  the  loss.  February  last  we  received  a  communica- 
tion from  the  Weighing  Bureau  stating  that  "previous  investi- 
gations had  led  them  to  believe  shipper's  weights  were  reliable, 
but  a  recent  investigation  develops  slight  irregularities,  accord- 
ing to  which  carelessness  in  the  weighing  at  point  of  origin 
evidently  existed  at  the  time  this  shipment  moved;"  claim  for 
loss  is  declined  on  this  basis. 

I'pon  handling  with  the  shipper,  he  states  that  the  Weighing 
Bureau  did  complain  of  these  slight  irregularities,  but  their 
complaint  was  based  on  the  fact  that  the  shipments  were  slightly 
underweighted,  according  to  which,  they  were  not  securing  suffi- 
cient revenue.  It  appears  to  us  the  railroad  is  entirely  wrong 
in  using  an  irregularity  discovered  in  February  as  a  basis  for 
declining  claims  six  months  previous. 

Answer:  The  law  provides  that  a  common  carrier,  when  it 
accepts  goods  for  transportation,  becomes  an  insurer  thereof 
and  is  liable  for  loss  of  or  injury  thereto,  unless  such  loss  or 
injury  was  caused  by  the  act  of  God,  the  public  enemy,  or  the 
inherent  nature  of  the  goods. 

In  an  action  against  a  carrier  for  damages  sustained  by  rea- 
son of  the  carrier's  default,  it  will  be  necessary  for  the  plaintiff 
to  show  a  delivery  of  the  goods  to  the  carrier,  an  understanding 
or  contract  on  his  part,  either  express  or  implied,  to  transport 
them  as  alleged,  and  the  failure  to  perform  the  contract  or  his 
duty  according  to  his  understanding  or  contract.  Upon  such  a 
showing  the  burden  then  rests  upon  the  carrier  of  proving  that 
the  loss  occurred  from  some  cause  for  which  he  was  not  liable 
as  an  insurer.  Galveston,  etc.,  R.  Co.  vs.  Wallace,  223  U.  S.  481. 
Therefore,  in  claims  for  damages  for  loss  in  transit,  evidence 
of  the  owner  that  a  certain  weight  was  loaded  at  shipping  point 
and  that  it  weighed  less  at  destination  point,  makes  the  carrier 
prima  facie  liable  for  the  difference  and  places  upon  him  the 
burden  of  proving  that  the  destination  weight  was  wrong  or  that 
the  difference  in  weight  was  due  to  causes  for  which  he  was  not 
liable. 

We  are  of  the  opinion  that  in  an  action  at  law,  evidence 
obtained  six  months  prior  to  the  date  of  the  contract  of  carriage 
tending  to  show  the  inaccuracy  of  the  scales  at  loading  point 
would  not  be  admitted. 

Unclaimed  Freight — Duty  of  Carrier  to  Notify  Shipper 

Virginia. — Question:  One  of  our  shippers  tendered  an  L.  C.  L. 
shipment  of  candy  to  one  of  the  local  roads  at  Norfolk  for  trans- 
portation to  a  consignee  in  North  Carolina  about  December  1. 
Consignee  could  not  be  located  and  sixty  days  elapsed  before 
shipper  was  notified  of  the  shipment  being  on  hand  at  destina- 
tion and  asked  for  disposition  of  same. 

After  this  lapse  of  time  the  candy  had  become  stale,  the 
holiday  season  was  over,  and  prices  had  declined.  Shipper  filed 
claim  with  the  carrier  for  full  amount  of  shipment  based  on 
rule  2  of  Agent  Fairbanks'  Uniform  Storage  Tariff,  the  applica- 
tion of  which  provides  that  notice  should  be  sent  or  given  to 
consignor  of  unclaimed  or  refused  L.  C.  L.  shipments  after  fifteen 
days  from  expiration  of  free  time.  The  consignor's  name  and 
address  were  properly  shown  on  shipment. 

Carrier  has  declined  claim  on  the  theory  that  after  he  had 
made  reasonable  effort  to  locate  consignee,  the  latter  being 
allowed  a  reasonable  length  of  time  of  48  hours  to  remove  the 
property,  after  the  expiration  of  such  free  time,  shipment  passed 
from  the  possession  of  the  railroad  as  a  common  carrier  and 
is  then  held  in  his  possession  as  a  warehouseman,  and  as  such 
is  not  liable  for  .the  delay  in  notifying  shipper.  Can  you  cite 
any  ruling  of  the  Commission  regarding  delay  in  notifying  ship- 
per of  unclaimed  freight? 

Answer:  Inasmuch  as  the  question  involves  the  liability  of 
the  carrier  for  damage  to  goods,  the  Interstate  Commerce  Com- 
mission has  no  jurisdiction.  The  uniform  storage  tariff  in  rule 
7  provides  that  in  case  of  failure  by  the  carrier  to  send  or  give 
notice  in  accordance  with  the  provisions  of  rule  2,  section  B  no 
storage  charges  will  be  assessed  between  the  date  on  which 
the  notice  should  have  been  sent  or  given  and  the  date  on  which 
was  actually  sent  or  given.  In  so  far  as  storage  charges  are 
concerned,  you  should  file  claim  in  accordance  with  the  above 
rule. 

With  respect  to  the  carrier's  duty  to  notify  consignor  of 
unclaimed  freight,  it  is  said  that  in  addition  to  warehousing  the 
goods,  a  carrier  Is  ordinarily  chargeable  with  the  duty  of  notify- 
ing the  consignor  of  the  consignee's  failure  or  refusal  to  accent 
the  goods,  although  according  to  some  cases  such  notice  is 
necewary  only  where  it  would  be  a  failure  to  exercise  due  care 
In  the  protection  of  the  goods  not  to  give  It,  or  where  the 
oon|.1gnor  exercises  the  right  of  stoppage  in  transitu.  10  Corpus 
rt*.  section  387.  The  foregoing  rule  is  sustained  by  the  de 
elded  weight  of  authority. 

While  It  ig  true  that  the  carrier  wag  acting  as  a  warehouse- 


man only  after  the  expiration  of  the  free  time,  he  is,  neverthe- 
less, liable  for  his  negligence  in  failing  to  notify  the  consignor 
within  a  reasonable  time  of  the  failure  of  the  consignee  to  accept 
the  goods. 

Liability  of  Carrier  for  Shortage  from  Open-Top  Cars 

Ohio. — Question:  We  are  having  considerable  difficulty  in 
the  settlement  of  several  claims  covering  the  loss  of  pig  iron 
shipped  from  "A"  Company,  located  on  "X"  Railroad,  to  our 
plant,  located  on  "Y"  Railroad.  This,  of  course,  was  a  switch 
movement  in  open-top  equipment.  Some  of  the  cars  were  han- 
dled in  good  serviceable  time,  and  some  were  not,  but  anyway 
the  shortages  incurred  ranged  all  the  way  from  2,000  to  4,500 
pounds  on  each  car.  The  carrier  has  declined  our  claims  on 
the  grounds  that  it  was  an  error  in  weighing  cars,  or  on  account 
of  the  variations  in  weights  of  the  respective  scales,  stating 
that  the  cars  were  not  delayed  in  transit,  and  also  there  was 
no  evidence  of  loss. 

We  have  tried  to  make  the  matter  as  clear  to  them  as  pos- 
sible that  the  cause  of  the  shortage  was  due  to  theft,  as  these 
pigs  could  be  taken  from  all  parts  of  the  car,  and  yet  there 
would  be  no  visible  evidence  of  loss,  and,  as  these  pigs  are 
very  heavy,  it  would  not  require  many  of  them  to  weigh  two 
or  three  thousand  pounds,  but  when  the  shortage  reaches  the 
mark  of  4,500  pounds  it  is  still  more  convincing  that  it  is  a  loss 
and  not  due  to  the  variation  in  weights  of  the  scales,  as  they 
state,  as  we  contend  that  no  two  scales  will  vary  that  much. 

Kindly  advise  what  recourse  we  have  for  reimbursement; 
also  advise  if  there  is  any  ruling  covering  an  incident  of  this 
kind. 

Answer:  With  respect  to  the  liability  of  carriers  for  loss 
or  shortage  from  open-top  cars,  please  refer  to  our  answer  to 
"California,"  on  page  884  of  The  Traffic  World  of  April  23,  1921. 

In  claims  for  damages  for  loss  in  transit,  evidence  of  the 
owner  that  a  certain  weight  was  loaded  at  snipping  point  and 
that  it  weighed  less  at  destination  point,  makes  the  carrier 
prima  facie  liable  for  the  difference  and  places  upon  him  the 
burden  of  proving  that  the  destination  weight  was  wrong  or 
that  the  difference  in  weight  was  due  to  causes  for  which  the 
carrier  was  not  liable  as  an  insurer. 

Delay  Caused   by   Strike 

Wisconsin. — Question:  On  March  22  railroad  company  re- 
ceipted for  less-carload  shipment  of  seed  consigned  to  our  order 
Mansfield,  Pa.,  routed  CMSTP-Erie.  After  lengthy  tracing  cor- 
respondence we  find  the  following: 

(a)  Receipted  for  at  Milwaukee  March  22,  1920. 

(b)  Delivered  Pennsylvania  at  Chicago  March  27. 

(c)  Arrived  Mansfield,  Pa.,  June  11. 

When  shipment  arrived  at  destination  it  was  promptly  re- 
fused by  consignee,  account  seeding  season  being  over,  and  we 
consequently  had  seed  returned  to  us,  filing  claim  for  deprecia- 
tion in  market  value.  Railroad  company  has  now  declined  claim 
on  the  grounds  that  delay  occurred  account  switchmen's  strike. 

Our  contention  in  this  matter  is  that  shipment  was  tendered 
for  transportation  in  time  to  have  been  moved  to  destination 
before  strike  went  in,  as  records  show  cessation  of  work  around 
April  7. 

Please  advise  whether  or  not  any  court  decisions  have  been 
handed  down  on  the  delay  in  transit  question  due  to  this  strike 
or  whether  you  would  concede  our  claims  as  outlined  above  to 
be  just. 

Answer:  Section  416  of  Vol.  10  of  Corpus  Juris  contains 
the  following  statement:  "The  carrier  is  liable  for  the  negli- 
gent or  wrongful  acts  of  its  servants  during  the  course  of  its 
employment,  and  therefore  if  its  employes  go  on  a  strike,  aban- 
don the  performance  of  goods  in  their  charge  or  control,  the 
carrier  is  liable,  the  delay  being  due  to  the  employes'  wrongful 
acts,  and  after  the  employes  have  quit  the  carrier's  employment 
it  is  its  duty  to  promptly  supply  their  places,  if  practicable." 

A  carrier  is  not  an  insurer  against  delay  to  the  same  extent 

s  it  is  an  insurer  against  loss  of  goods.     At  the  root  of  the 

matter  lies  the  question  as  to  whether  or  not  the  railroad  has 

been  negligent.     If  the  delay  has  been  caused  by  a  strike  which 

has  occurred,  without  the  fault  of  the  carrier,  then  the  carrier 

will  not  be  liable  for  damage  caused   by  delay.     On  the  other 

and,  where  a  strike  is  caused  by  a  reduction  of  wages  which 

iisables  the   company  from  carrying  on  its   business,  this  will 

not  excuse  the  company  for  failure  to  transport  the  goods  to 

stmation    within   a  reasonable   period   of   time.     This   on   the 

theory  that  the  railroad  company  is  responsible  for  the  strike. 

Each  case  stands  by  itself. 

If  the  goods  were  delayed  by  strike  for  which  the  carrier 

.s  not  responsible,  it  nevertheless  would  be  liable  if  the  goods 

were  unreasonably  delayed  by  the  carrier  prior  to  the   strike, 

then  the  existence  of  the  strike  is  not  legal  excuse  for  the  delay. 

Compliance   with  Tariff   Necessary  to  Secure   Benefits 

Minnesota.— Question:     Shipment    of    tractors    to    a    point 

the  state  of  Minnesota  from  Minneapolis.     Tractors  were 

d  and  were  returned  within  three  months'  time.     Excep- 

.ions  to  classification  allow  one-half  rate  home  on  tractors    re- 
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turned  unsalable,  providing  outbound  freight  bill  IB  presented 
with  billing  at  the  time  the  shipment  is  returned  and  notation 
is  made  on  waybill  of  such.  Man  returning  shipment  neglected 
to  do  this.  Carrier  holds  strictly  by  wording  of  tariff  and  re- 
fuses to  pay  claims. 

Is  there  any  ruling  of  Commission  or  courts  that  could  b« 
quoted  in  going  further  with  the  claim? 

\nswer:  We  are  unaware  of  any  ruling  of  the  railroad  com- 
mi.sslon  of  Minnesota  on  this  subject.  With  respect  to  Interstate 
shipments  the  Interstate  Commerce  Commission  has  Invariably 
ruled  that  when  shippers  fail  to  conform  with  the  provisions  of 
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The  Proof 

that  we  satisfy  our  customers  lies  in  the 
fact  that  many  of  the  firms  who  trade  with 
us  have  had  their  names  on  our  books  for 
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SHIPPING  TAGS 
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CAMPBELL  PAPER  BOX  CO. 
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Railroad  Accounting  Service 

Valuations- 
Cost   Statistics 

Systems  for  Accounting  Offices 

A  corps  of  thoroughly  experienced  railroad  accountants 
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Control  and  Guaranty  Claims. 
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Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Brokers— Track    Connections    with    all     Railroads    and    Steamship 
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Jos.  Stockton  Transfer  Co. 
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Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
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Seattle,  Wash. 


Quick  Distribution  of  all  Pool  Cars 
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Warehouse-men  and  forwarders. 


ROCHESTER,  NEW  YORK 

General  Storage      Forwarding      Carload  Distribution 
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R.    A    P. 


Write  for   particular* 
WAREHOUSE,    Inc.  KING    AND    MAPLB    iTi. 
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INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.Ft.  Floor  Spice  —  Fireproof  —  Bonded  —  J200.800  Cipitsl 
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tariffs  or  classifications,  they  are  not  entitled  to  the  benefits 
thereof. 

Designating  Movement  Via  Delivering  Line  Which  Connects  with 
Initial  Line — Complete  Routing 

Michigan.— Question:  A  carload  moving  over  our  rails  was 
routed  by  shipper  showing  on  their  bill  of  lading  the  name  of  the 
originating  carrier  and  the  name  of  the  delivering  carrier,  but  not 
Inserting  any  rate.  The  originating  carrier  had  a  direct  connection 
with  the  delivering  carrier;  however,  the  rate  is  higher  by  this 
route  than  had  the  shipment  moved  by  the  rails  of  the  originating 
carrier  and  intermediate  carrier  and  then  the  delivering  carrier. 
Claim  was  filed  by  the  shipper,  claiming  that  the  railroad  should 
have  moved  the  carload  in  connection  with  the  intermediate 
carrier.  Railroad  contention  is  that  as  the  originating  carrier 
had  a  direct  connection  with  the  delivering  line  and  no  rate  was 
inserted  by  the  shipper,  the  foute  by  the  direct  connection  is 
the  one  that  should  apply.  Kindly  give  any  Commission  ruling 
that  may  apply. 

Answer:  Where  the  shipper  exercises  his  right  to  route 
the  shipment  and  such  routing  is  complete,  delivery  by  the 
initial  carrier  to  the  road  specified  in  the  bill  of  lading  is  not 
misroutlng,  though  a  lower  rate  is  available  via  an  intermediate 
line.  The  case  of  Bruner  Co.  vs.  Southern  Ry.,  40  I.  C.  C.  549, 
covered  a  car  of  lumber  originating  on  the  Southern  Railway  at 
Embee,  S.  C.,  destination,  Trenton,  N.  J.,  routed  by  shipper 
"Penna.  R.  R.,"  no  rate  or  junction  points  through  which  the 
shipment  should  move  being  shown  in  the  bill  of  lading.  A  rate 
of  27.5  cents  was  In  effect  via  the  Southern  Railway,  Potomac 
Yards  and  P.  R.  R.,  while  a  rate  of  23.5  cents  applied  via  Pinner's 
Point,  N.  Y.  P.  &  N.  R.  R.  and  P.  R.  R.  The  car  moved  via 
Potomac  Yards.  If  no  routing  had  been  shown  the  initial  car- 
rier would  have  been  obliged  to  forward  the  car  via  the  lower 
rated  route;  if  the  lower  rate  had  been  inserted  it  would  have 
hot  n  the  carrier's  duty  to  inquire  of  the  shipper  what  route  was 
desired;  but  as  delivery  to  the  Pennsylvania  Railroad  complied 
with  the  only  routing  instructions  given,  the  Commission  held 
the  car  was  not  misrouted. 

In  this  case  the  Commission  distinguished  between  com- 
plete and  Incomplete  routing.  The  complaint  also  included  a 
car  of  lumber  originating  on  the  Carolina  &Yadkin  River  Rail- 
way at  Denton,  N.  C.,  destination  Wilmington,  Del.,  routed  by 
shipper  "Penna.  R.  R.,"  no  rate  or  junction  points  being  shown. 
The  rate  via  C.  &  Y.  R.  Ry.,  Southern  Ry.,  Potomac  Yards,  and 
P.  R.  R.  was  22  cents  and  the  rate  via  C.  &  Y.  R.  Ry.,  Southern  Ry., 
Pinners  Point,  N.  Y.  P.  &  N.  R  R.  and  P.  R.  R.  was  20  cents.  The 
C.  &  Y.  R.  Ry.  delivered  the  car  to  the  Southern  Railway  on  billing 
showing  routing  "P.  R.  R."  and  the  car  was  forwarded  via 
Potomac  Yards.  The  Commission  held  that  the  routing  instruc- 
tions were  not  complete,  the  C.  &  Y.  R.  Ry.  having  no  connec- 
tion with  the  P.  R.  R.,  and  the  C.  &  Y.  R.  Ry.  should  have 
routed  the  shipment  via  Pinner's  Point,  the  cheapest  reasonable 
route,  consistent  with  the  routing  instructions  of  the  shipper. 
Federal  Control  Claim  Barred  if  Not  Filed  with  Commission 

Prior  to  March  1,  1921 

Nebraska. — Question:  January  10  we  filed  claim  with  origi- 
nating carrier  for  overcharge  claim  involving  question  of  routing 
covering  shipment  which  moved  during  the  period  of  federal 
control.  February  2  claim  was  returned  to  us  by  the  originating 
carrier  declined,  they  claiming  it  could  not  be  considered  until 
supported  by  the  original  bill  of  lading  showing  how  shipment 
in  question  was  routed.  Papers  were  returned  to  them  by  us 
March  16,  Inclosing  the  original  bill  of  lading,  but  they  now 
contend  that  they  are  not  permitted  to  handle  claim  to  a  con- 
clusion, stating  it  should  have  been  filed  by  us  with  the  Inter- 
state Commerce  Commission.  We  contend,  however,  that  inas- 
much as  claim  was  filed  with  originating  carrier  January  10, 
they  should  handle  to  a  conclusion,  as  they  were  in  position 
to  determine  what  routing  was  specified  by  shipper  by  referring 
to  their  records. 

Answer:  We  are  not  aware  -of  any  rule  by  which  you  can 
force  the  payment  of  your  claim.  It  is  our  opinion  that  the 
Interstate  Commerce  Commission  would  not  consider  the  com- 
plaint, because  the  claim  was  not  filed  with  it  prior  to  March 
1,  1921,  in  accordance  with  section  206,  paragraph  C,  of  the 
transportation  act  1920. 

There  is  some  doubt  as  to  whether  the  aforesaid  provision 
of  the  act  is  applicable  to  straight  overcharge  claims,  but  since 
the  United  States  Railroad  Administration  has  interpreted  the 
law  so  as  to  Include  such  claims,  the  only  recourse  of  the  claim- 
ant is  to  appeal  to  the  courts  for  a  proper  interpretation  of  the 
law. 

Discrimination    in   Terminal    Switching   Absorptions 

New  Jersey. — Question:     Camden,  N.  J.,  is  served  by  two 

railroads,    the    Pennsylvania    Railroad   and    the    Philadelphia   & 

fading  Railroad.     On   part  of  the  tracks  owned  by  the  Penn- 

ylvanla    Railroad    there    is    reciprocal    switching,    the   Reading 

sorblng  the  Pennsylvania's  switching  charge.     This  state  was 

iKht  about  by  action  of  city  council  when  giving  permission 

laying  of  tracks.     There  are  other  parts  of  the  city  which 

have  this  interchange  of  switching.     Would  you  consider 

snmtoatlon?    fan  you  give  any  decisions  by  the  Inter- 


state  Commerce   Commission    or    the    courts    bearing   on   this 

matter? 

Answer-  For  a  carrier  to  extend  to  one  shipper  or  con- 
signee an  allowance,  a  service  or  privilege  which  it  does  not 
extend  to  another  shipper  or  consignee,  is  discrimination. 
Whether  that  discrimination  is  actionable — that  is,  unlawful- 
depends  upon  the  facts.  "At  common  law  only  unjust  discrimi- 
nation by  carriers  is  condemned.  So  the  constitutional  and 
statutory  provisions  of  the  state  and  federal  governments  pro- 
hibiting discrimination  are  very  generally  held  to  prohibit  only 
unjust  discrimination.  And  the  fact  that  the  statute  omits  the 
word  'unjust'  makes  no  difference;  the  word  'discrimination' 
implies  an  unjust  or  unfair  distinction.  To  constitute  an  action- 
able discrimination,  the  law  contemplates  an  undue  preference, 
some  undue  or  unjust  or  unreasonable  discrimination.  Mere 
inequality  of  freight  charges  does  not  of  itself  amount  to  unjust 
discrimination  unless  the  contracts  and  circumstances  are  iden- 
tical or  similar.  There  can  be  no  actionable  discrimination  be- 
tween those  whose  situations  and  relations  to  the  carrier  with 
reference  to  the  commodity  to  be  shipped  are  so  different  as 
to  justify  or  demand  a  difference  in  treatment.  The  full  measure 
of  the  duty  of  the  carrier  is  to  furnish  equal  facilities  to  all 
persons  similarly  situated.  Application  of  these  rules  to  par- 
ticular classes  of  cases  will  be  found  in  subsequent  section." 
(Corpus  Juris,  Vol.  70,  section  749.) 

In  view  of  the  above,  the  point  to  determine  is  not  whether 
the  carrier  is  discriminatory  against  shippers  or  industries,  for 
clearly  it  does  that,  but  whether  such  discrimination  is  unlawful, 
which  can  be  done  only  by  submitting  the  facts  to  a  proper 
tribunal  for  its  decision.  If  negotiations  with  the  carriers  will 
not  remove  the  cause  of  complaint,  then  as  to  interstate  traffic, 
the  matter  should  be  made  the  subject  of  a  formal  complaint  to 
the  Interstate  Commerce  Commission,  and,  as  it  affects  state 
traffic,  with  your  state  railroad  or  public  utilities  commission. 
Evidence  of  Acquirement  or  Ownership  of  Private  Cars 

Indiana. — Question:  Kindly  advise  your  opinion  and  whether 
or  not  there  has  ever  been  a  decision  given  by  the  Commission 
or  any  court  on  this  or  a  similar  question: 

"A"  purchases  a  car  of  oil  from  "B"  and,  owing  to  "A's" 
equipment  not  being  available  for  loading,  authorized  "B"  to 
ship  in  his  (B's)  equipment,  in  consequence  of  which  "A"  has 
to  pay  from  %  cent  to  %  cent  more  per  gallon  for  the  oil.  This 
extra  charge,  while  not  so  specified  in  the  contract,  is  under- 
stood to  be  hire  or  rent  for  the  car  on  this  one  trip.  The  car 
is  shipped,  arrives  and  is  placed  on  "A's"  private  siding  for  un- 
loading, but  is  not  released  until  after  the  free  time  has  expired 
and  he  is  assessed  demurrage.  The  question  now  is,  does  not 
the  rental  paid  and  the  agreement  implied  constitute  a  lease,  and 
is  the  car  not  therefore  exempt  from  demurrage  while  standing 
on  "A's"  private  siding?  The  car  in  question  is  not  stenciled 
or  marked  showing  "A"  to  be  the  lessee. 

Answer:  We  assume  the  question  of  sufficiency  of  lease  is 
raised  because  of  rule  1,  section  B,  paragraph  4  (a),  Fairbanks' 
Demurrage  Tariff,  I.  C.  C.  4,  which  provides  that  "private  cars  on 
private  tracks  when  the  ownership  is  the  same"  will  not  be 
subject  to  demurrage  rules.  Rule  35  of  Consolidated  Freight 
Classification  provides  the  basis  on  which  carriers  will  be 
obliged  to  recognize  the  acquirement  or  ownership  of  private 
cars,  and  these  marks  of  evidence  of  such  equipment  or  owner- 
ship having  been  ordered  into  effect  by  the  Interstate  Commerce 
Commission  in  the  Private  Car  Investigation  Case,  50  I.  C.  C. 
652,  and,  while  the  extra  price  per  gallon  which  you  paid  for 
the  oil  is  to  cover  rental  on  the  equipment,  the  carrier  is  not, 
according  to  our  view,  obliged  to  take  notice  of  rented  or  hired 
cars  not  moving  under  a  proper  lease  or  ownership;  and,  further, 
that  the  cars  must  carry  the  evidence  of  such  lease  or  owner- 
ship as  prescribed  by  the  tariff,  the  carrier  having  no  authority 
to  depart  from  the  prescribed  provisions  thereof. 

Transportation  Charges — Liability  of  Consignee  for 
Missouri. — Question:  If  a  package  is  sent  by  express  col- 
lect, unsolicited  by  the  consignee  and  when  the  package  reaches 
destination  the  consignee  not  considering  it  of  sufficient  value 
to  warrant  him  in  accepting  the  package  and  paying  the  charges, 
refuses  to  either  accept  the  package  or  pay  the  charges,  is  his 
actions  in  doing  so  sustained  by  any  rules  of  the  Commerce 
Commission  or  rules  and  regulations  governing  the  express  com- 
pany, or  can  he  be  compelled  to  accept  the  package  and  pay  the 
charges  ? 

Answer:  In  the  event  there  is  no  actual  acceptance  of  a 
package  by  the  consignee,  a  carrier  cannot,  in  our  opinion,  hold 
the  consignee  liable  for  charges  thereon,  if  the  goods  were  not 
ordered  by  the  consignee,  but  must  look  to  the  shipper  therefor. 
However,  the  consignee,  as  well  as  the  consignor,  is  liable  for 
charges  on  goods  ordered  by  the  consignee  and  the  consignee 
cannot,  by  refusing  to  accept  them,  avoid  the  payment  of  trans- 
portation charges  to  the  carrier.  We  know  of  no  decisions  cov- 
ering this  matter. 


You  can  get  the  day's  important  traffic  news  every 
working  day  in  the  year  through  THE  DAILY 
TRAFFIC  WORLD. 
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Import  and  Export  Freight  Shipments  Solicited 

COMPANY'S  OFFICES.  <  miaril  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  Sin.  Telephone  Central  2050 
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DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  cars  are  operated  daily  out   of  Dallas  to  Laredo  for 
Mexican  points.    Goods  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kinds 

OUR  SERVICE  IS  PROMPT.    OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rates  furnished 
upon  application.     Correspondence  solicited. 


Be  a  Certified 
Traffic  Manager 

Learn  By  This 
New  Quick  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Get  Into  this  new  big  pay  field  now  1  The  traffic  director  of  m  Detroit 
concern  earns  $19,500  a  year — a  Cleveland  traffic  man  receives  $24,000. 
Of  course  every  man  cannot  equal  these  brilliant  successes,  but  number- 
less traffic  positions  pay  from  $2,600  to  $10,000  a  year.  The  work  l» 
fascinating  and  intensely  interesting  and  the  rewards  are  big.  Thou- 
sands of  men  are  needed  now.  Why  don't  you  qualify  for  one  of  these 
big  pay  jobs  7 

Learn  in  Spare  Time 

You  can  quickly  master  the  secrets  of  traffic  management  through 
our  simple  method  of  spare  time  study.  The  American  Commerce  Asso- 
ciation staff  of  experts  can  qualify  yon  for  a  good  traffic  job  in  an 
amazingly  short  time.  You  don't  need  to  take  a  moment's  time  from 
your  present  work — and  after  you  have  qualified  we  assist  you  to  secure 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  send  you  this  free  illustrated  book  on  traffic  management  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundreds  of  suc- 
cessful members  and  what  they  say  of  the  A.  C.  A.  Learn  how  we  can 
help  yon  to  a  lasting  success  and  a  position  of  prestige  and  importance. 
Don't  delay  1  Send  us  a  postal  today  1  Address 

AMERICAN  COMMERCE  ASSOCIATION 

Dept.  25-A  4043  Drexel  Blvd.,  Chicago,  III. 


1  ierce 
Arrow 

The  most  powerful  truck  built 

The  Fierce-Arrow  Motor  Car  Company,  Buffalo,  N.  Y. 


HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.  Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


Forwarding  Agents 

FOR  thirty-seven  years  we  have  been  serving  Domestic, 
Import  and  Export  shippers,  meeting  every  require- 
ment that  would  be  expected  of  a  house  of  our  size, 
yet   giving   that  sincere  personal   service   which   demon- 
strates our  interest  in  the  upbuilding  of  trade. 

The  large  volume  of  tonnage  controlled  by  us  assures 
shippers  of  the  lowest  ocean  and  marine  insurance  rates. 

Consolidated  cars  despatched  East  and  West. 


New  York 
Boston 
Philadelphia 
Baltimore 


D.  C.  ANDREWS  &  CO.,  Inc. 


Established  1884 
14  East  Jackson  Blvd. 

CHICAGO 
A.  C.  SHF.RRARD,  Chicago  Manager 

Throuchout  the  World  Telephones:   Harriion  1048-1049 


New  Orleans 
San  Francisco 
Seattle 
Buenos  Aires 


NOSA  LINE 

Monthly  Sailings  to  Principal  Ports 

West  Coast  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Service 
LEEWARD  AND  WINDWARD  ISLANDS— VENEZUELA- 
COLOMBIA— CURACAO 

Three  Week  Sailings 

CUBAN  SOUTH-SIDE—HAITI—DOMINICAN  REPUBLIC 
A-100  STEEL  STEAMERS 

Particulars  Furnished  Promptly  on  Request 

New  Orleans  &  South  American  S.S.  Co. ,  Inc. 

£04-12  Queen  &  Crescent  Bldg ..  New  Orleans,  La. 

New  York  Office.  10  Hsnorer  Snusre  Chicsfo  Offices,  *4t  MsrqtKlte  Bu.U.n, 

Cable  Address,  "ORLEANSHIP" 
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The  Open  Forum 

A  Department  for  th.  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


THE  LAW  NOT  RESPONSIBLE 


ien  of  the  railroads,  which  is  indeed,  de- 
plorable. has  caused  the  unthinking  public  to  attribute 
trouble  to  the  Esch-Cummins  law,  under  which  the  railroads 
are  now  operating.  This,  in  my  judgment,  is  a  big  mistake  and 
it  is  made  by  the  average  person  without  study  of  the  law  and 
without  giving  It  that  broad  consideration  which  is  necessary 
in  arriving  at  a  definite  conclusion. 

In  my  judgment  the  Esch-Cummins  law  is  a  piece  of  line 
constructive  legislation  and  displays  a  deeper  understanding  of 
the  fundamental  principles  involved  in  railroad  transportation 
than  any  of  us  could  have  hoped  for.  No  one  will  deny  that  i 
kept  the  rairoads  out  of  bankruptcy  and,  therefore,  the  obUga- 
tions  of  the  carriers,  such  as  bonds  and  stocks,  are  more  likely 
to  be  paid,  and,  in  a  measure,  gave  more  or  less  protection  to 
those  holding  these  promises  to  pay.  These  railroad  obligations 
run  into  many  billions  of  dollars  and  are  held  by  insurance 
companies,  banks,  colleges,  estates,  churches,  and  by  hundreds 
of  thousands  of  individuals.  To  have  failed  in  this  respect 
would  have  brought  widespread  misery  and  disaster,  such  as 
would  "rock  the  boat"  of  this  good  country  of  ours.  Failure  was 
imminent,  and  this  law  saved  the  day. 

The  railroads  were  required  to  change  their  entire  method 
of  financing,  so  that,  in  the  future,  no  wild-cat  securities  would 
be  issued  and  no  more  so-called  "high  financing"  would  be  possible, 
as  the  rates  would  be  so  made  by  government  authority  as  to 
provide  only  five  and  one-half  to  six  per  cent  income,  all  earn- 
ings in  excess  thereof  to  be  divided  equally  with  the  government. 
Some  will  say  these  earnings  would  be  predicated  on  watered 
stock  obligations,  and,  therefore,  unfair,  but  such  is  not  the  case, 
as  the  Interstate'  Commerce  Commission  was  instructed  in  this 
law  to  place  a  valuation  on  all  the  roads,  and  this  Commission 
places  it  at  less  than  nineteen  billion  dollars,  which  is  consider- 
ably less  than  the  railroads  contended  for.  Stocks  and  bonds 
and  the  capitalization  were  not  considered  in  reaching  its  de- 
cision. 

By  this  was  changed  the  entire  railroad  situation.  It  would 
not  be  possible  for  the  railroads  to  grow  into  great,  monstrous 
corporations,  endangering  the  government  by  their  great  wealth 
and  power,  and  yet  this  remarkable  law  still  left  an  incentive  for 
enterprise  and  improvement,  and  a  well  regulated  and  econom- 
ically managed  road  might  earn  more  than  six  per  cent,  provided 
one-half  of  the  excess  over  six  per  cent  went  to  the  government. 
In  its  efforts  in  this  direction  lay  the  necessity  to  reduce  waste, 
stop  unnecessary  expense,  and  the  further  very  important  fact 
to  give  the  greatest  possible  service  to  its  patrons  and  the  public. 
Without  this  good  service  of  the  ambitious  road,  no  new  busi- 
ness would  be  attracted  to  it,  there  would  be  no  hope  of  enlarg- 
ing its  business,  and  thereby  improving  its  earnings. 

So  this  much  misunderstood  law  provides  for  continuation 
of  competition  of  service,  and  also  provides  prizes  for  those 
roads  whose  officers  and  employes  are  enterprising  and  efficient 
and  are  out  for  additional  earnings. 

Many  will  say  something  is  wrong  somewhere,  as  the  rail- 
roads are  not  earning  six  per  cent  or  even  half  that  amount 
while  operating  under  this  law.  That  is  true  enough,  but  it  is 
not  on  account  of  the  law.  Why  is  it  that  no  one  is  making 
money  now;  why  is  it  that  business  is  dull;  why  is  it  that  our 
biggest  business  houses  are  borrowing  vast  sums  of  money;  why 
are  the  factories  closed  down?  Answer  these  questions  and  you 
will  have  solved  the  railroad  slump. 

It  is  not  true  that  the  high  rates  have  stopped  the  move- 
ment of  commodities,  except,  perhaps,  in  a  very  few  instances, 
and  the  chairman  of  the  Interstate  Commerce  Commission  has 
announced  that  where  it  can  be  shown  that  by  a  reduction  in 
rates  on  certain  commodities  the  railroads  will  earn  more  money, 
the  Commission  will  reduce  those  rates.  Several  such  claims 
were  made,  and  on  a  reduction  of  rates,  the  business  failed  to 
materialize. 

In  the  handling  of  the  largest  business  in  the  world,  and 
making  a  horizontal  raise  of  35  per  cent,  some  inequalities  are 
bound  to  creep  in,  which  will  be  corrected,  but  the  man  who  ex- 
pects a  general  reduction  in  railroad  rates  until  after  the  rail- 
roads get  solidly  on  their  feet  and  are  reasonably  prosperous  is 
badly  tooled.  It  simply  cannot  be  done. 

Some  sixteen  states,  principally  for  selfish  and  political 
reasons,  are  still  falling  to  comply  with  the  law,  and  the  Esch- 
Cummins  act  has  not  had  a  fair  chance,  but  their  failure  to 
comply  is  before  the  United  States  Supreme  Court  and  will  be 


soon  decided.  It  is  inconceivable  that  one  state  may  have  ad- 
vantage over  another  and  erect  barriers  against  each  other  in 
the  way  of  special  rates,  lower  than  through  or  interstate  rates. 
The  independent  action  of  certain  states,  so  far  as  rates  are 
concerned  is  surely  contrary  to  public  policy  and  is  in  conflict 
with  the  freedom  of  trade  between  states  guaranteed  by  our 

>nSThere°te  no  one  thing    retarding    progress,    but    there    are 


v 

Prices  are  tending  downward,  which  in  the  end  will  prove 

The  breaking  down  of  the  transportation  companies  would 
be  the  greatest  disaster  that  ever  occurred  and  will  seriously 
affect  every  interest  and  every  person.  We  are  going  througl 
the  reconstruction  period,  and  patience  is  necessary.  Give  the 
new  railroad  law  a  fair  chance  and  it  will  win  its  way  to  your 
full  approval.  Let  the  rates  alone  for  the  present,  except  where 
a  reduction  would  increase  the  net  revenue  of  the  carriers  and 
trust  the  Commission  to  do  what  is  right  and  proper.  Business 
is  picking  up  and  its  revival  will  pull  all  roads  out  of  the  mire. 

R    M    Bacheller,  Division  Freight  and  Passenger  Agent, 

A.  T.  &  S.  F.  Ry. 

St.  Joseph,  Mo.,  May   3,  1921. 


THE  STENCILED  ADDRESS 

Editor  The  Traffic  World: 

The  stenciled  address  becomes  a  part  of  your  shipment.  To 
destroy  the  address  would  necessitate  destroying  the  package. 
The  clear  address  printed  on  each  package  is  the  only  absolutely 
safe  method  of  marking  shipments.  It  is  a  part  of  the  package. 

Did  you  ever  watch  men  handle  freight?  Did  you  ever  con- 
sider how  very  necessary  it  is  that  they  be  able  to  read  each 
address  easily  and  quickly  in  order  to  preserve  the  even  flow 
of  transportation? 

It  takes  much  more  effort  to  read  a  tag  or  a  label — no  mat- 
ter how  good — than  it  does  to  read  a  stenciled  address.  Clear- 
cut,  bold  letters  standing  out  in  black  ink  right  on  the  package 
speak  quickly  and  without  error  to  the  men  who  handle  the 
freight. 

Suppose  your  shipment  is  lost.  Suppose  you've  made  a  habit 
of  filing  your  paper  stencils  for  repeated  use  (another  great  sav- 
ing, by  the  way).  This  very  stencil  can  be  produced  as  evidence, 
in  case  of  suit  for  recovery,  that  you  have  properly  marked  the 
consignment. 

This  is  a  day  of  exacting  demands.  Every  little  leak  must 
be  closed.  Every  little  fault  must  be  remedied.  Every  piece  of 
worth  while,  thoroughly  tested  equipment  must  be  adopted. 

The  times  demand  that  shippers  and  carriers  work  together 
in  the  vast  work  of  caring  for  the  great  stream  of  freight  and 
express  traffic.  Be  certain  you  are  co-operating  to  the  limit. 

George  N.  McClusky, 
Ideal  Stencil  Machine  Co. 

Belleville,  111.,  May  2,  1921. 


REDUCTION  IN  FREIGHT  RATES 

Editor  The  Traffic  World: 

The  writer  believes  a  little  criticism  that  is  at  least  in- 
tended to  be  constructive,  would  be  welcome  by  you. 

In  your  editorials  you  continually  insist  that  freight  rates 
are  not  the  cause  of  the  present  business  condition  and  that 
freight  rates  should  not  come  down.  It  is  very  surprising  that 
you  should  make  these  statements,  being  a  gentleman  that  is 
versed  in  transportation  and  the  wide  field  it  covers. 

There  are  very  few  men  of  influence  that  do  not  think  rates 


should  come  rinwn  t.n  same, 


You  quote  certain  men  in 


their  arguments  against  reduction  in  freight  rates  but  you  are 
taking  a  one-sided  view;  in  fact,  you  do  not  quote  their  state- 
ments in  full.  You  do  President  Harding  an  injustice  in  quoting 
only  part  of  his  statement  in  regard  to  freight  rates.  Mr.  Hard^ 
ing  believes  that  wages  as  well  as  freight  rates  should  be  re^ 
fluced'  He,  of  course,  does  not  mean  that  all  wages  must  come" 
d~6wri~but  do  believe  he  means  practically  all  freight  rates,  and 
he  is  right.  Mr.  Hoover  says  in  part:  "It  appears  to  me  that,, 
even  though  the  same  total  income  must  be  earned  by  the  rail-> 
ways,  there  must  be  a  commodity  and  class  readjustment  in 
rates  both  in  the  interest  of  the  community  and  the  railways 
themselves.  Such  a  readjustment  of  rates  was,  indeed,  fore- 
cast by  the  Interstate  Commerce  Commission  as  a  necessity  at 
the  time  of  the  last  horizontal  rate  increase.  We  must  also 
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Pacific  Mail  Steamship  Co. 

Under  American  Flag  PASSENGERS  AND  FREIf.llT  £•* afc/i>ri«</  1143 

TRANS-PACIFIC  SERVICE 

"The  Sun, hint  Belt  to  th*  Orient" 

San  Francl>co  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 
Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  3.  Shipping  Board 

steamers  Golden  Slate   (May  28th):   and  Empirm  State  (July 

23rd):  and  nending  delivery  3  other  U.  S.S.  B.  steamers  by  the 

,  popular  5.  S.  Ecuador  (June  25th)  and  5.  5.  Colombia 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 

Singapore,  Colombo,  Madras,  Calcutta 

Passenger  and  freight  sailings  monthly  by  5.5.  Creol*  Staff  (May   12th): 
S.S.  Wolverine  State  (June  llth):  Granite  Stata  (July  12th). 

PANAMA  SERVICE 

San  Francisco,  Los  Angeles  Harbor  to  Mexico,  Guatemala,  Salvador, 

Nicaragua,  Costa  Rica,  Canal  Zone 
Passenger  and  freight  sailings  every  2  weeks 

SAN  FRANCISCO-BALTIMORE  SERVICE 

San  Francisco.  Los  Angelea  Harbor  to  Central  America.  Norfolk  and 

Baltimore — 5.  5.  Venezuela  (June  1st) — (via  Panama  Canal) 

Passenger  and  freight 

SHANGHAI-HONGKONG-CALCUTTA  SERVICE 

Between  Shanghai,  Hongkong,  Saigon,  Singapore,  Penang,  Rangoon, 

Calcutta 
Freight  only.    Sailings  every  ten  days — eight  U.  S.  S.  B.  steamers 

ROUND-THE-WORLD  SERVICE 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Dairen,  Tientsin, 
Shanghai,    Manila.    Saigon,   Singapore,   Calcutta,    Colombo,    Bombay, 

Alexandria.   Bizerta,   Marseilles,   Barcelona,   thence   Baltimore, 

Cristobal.  Los  Angeles  Harbor  and  San  Francisco  (via  Panama  Canal) 

Freight  only.     Monthly  sailings — U.  S.  S.  B.  Steamers 


Through  bills  of  lading  issued  to  and  from  points  beyond  ports  of  call 
General  Passenger  and  Ticket  office:      621  Market  St.,  San  Francisco 

General  Offices:  508  California  Street,  San  Francisco 
10  Hanover  Square.  N.  Y.      400  Exchange  Place.  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 


Checking  Up 


Your  freight  bills  should  be  carefully 
audited  either  before  or  immediately 
after  payment.  It  is  a  matter  of  detail 
in  your  business  to  check  invoices  re- 
ceived for  materials,  but  in  many 
instances,  you  neglect  to  audit  your 
freight  bills,  which  covers  the  cost  of 
transportation  on  the  same  goods, 
although  this  is  an  important  factor 
of  the  cost  price. 

Under  our  method  every  freittht  bill  is 
compared  with  the  legal  tariffs,  over- 
charg?s  reported  to  our  client,  and 
arrangements  made  for  refunds. 
Through  this  method  of  procedure  we 
have  saved  our  clients  many  thou- 
sands of  dollars. 


The  charge  is  the  smallest  part  of  the 
service,  in  fact,  in  practically  all  in- 
stances it  has  been  a  profit  sharing 
investment. 


Charles  Donley 

"The  Traffic  Man" 
Century  Bldg.,  Pittsburgh,  Pa. 


No  Waiting 


No  Writing 


No  Telephones 


No  Tariffs 


"A  child  can  find  them" 

FREIGHT  RATES 

To  and  from  points  in  the  United  States  and  Canada 
This  publication  furnishes  the  Financial,  Purchase  and  Sales  Executives' 

"MISSING  COSTS" 

Getzler's  Guide,  Inc.,  Rochester,  New  York 

Publishers  of  Loose  Leaf  Freight  Rate  Issues 


NEW  YORK,  N.  Y.,  115  Broad  St. 
PHILADELPHIA,  PA.,  308  Parkway  Bldg. 
BOSTON,  MASS.,  732  Colonial  Bldg. 


—OFFICES^ 

CHICAGO,  ILL.,   412  Standard   Trust  Bldg. 
DETROIT,  MICH.,  506  Garrick  Theater  Bldg. 


WASHINGTON,  D.  C.,  433  Mun.ey  Bldg. 
SAN  FRANCISCO,  CAL.,  451  Market  St. 
LOS  ANGELES,  CAL.,  467  Pacific  Elec.  Bldg. 


ABC  5th  "Improved" $18.00 
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ABC  6th  Latest 19.50 
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Bentley  5-Letter,  Latest,  most  universally  used     8.60 
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look  forward   to  ultimate   reductions  in  rates  if  the  economic 
levels  of  the  country  are  to  find  an  equilibrium." 

If  you  were  paying  freight  rtinrggff  fl"  V  "innnfaptnrprs. 
do.  youundoubtedly  would  realize  in  a  short  time  trip  Effect 
Cjgb.  freight  rates  have  "V  tra"fnnrtnti("V  At  the  Present  time 
fEVrlter  knows  of  M6  carloads  of  stone  that  could  be  moved 
If  freight  rates  were  such  that  competition  could  be  met  but 
none  of  this  material  is  moving  now.  You  undoubtedly  will  say 
that  this  is  an  exception.  Well,  perhaps  this  is,  but  even  though 
It  Is  an  exception,  there  are  thousands  of  other  cases  the  same 
and  you,  of  course,  must  admit  they  should  be  adjusted.  You 
have  often  admitted  this  in  your  editorials.  You  also  err  in 
comparing  your  statistics  with  business  moving  in  1920  and  do 
not  compare  your  statistics  from  the  present  volume  of  traffic 
and  the  volume  of  traffic  that  would  move  providing  freight 
rates  were  just  and  reasonable.  This,  of  course,  can  not  be  ac- 
complished except  by  guess  as  to  the  volume  of  traffic  that  would 
move. 

It  seems  to  the  writer,  your  editorials  would  be  much  more 
I  beneficial  if  you  would  fall  in  line  with  the  general  strand  of 
'opinions  and  assist  in  the  reduction  of  freight  rates  and  the 
readjustment  of  wage  scales  which  will  be  a  big  question  for 
the  Labor  Board  to  decide.  Petitions  galore  are  being  poured 
In  to  the  Commission  requesting  reduction  in  freight  rates  and 
the  writer  firmly  believes  there  will  be  a  general  reduction 
within  the  near  future  and  then  you  will  be  convinced  that 
freight  rates  were  retarding  transportation,  thereby  preventing 
the  railroads  from  obtaining  the  revenue  they  should  earn. 

I  do  not  believe  you  are  so  egotistical  as  to  think  that  your 
opinions  will  all  be  taken  as  a  matter  of  fact  but  do  believe 
you  expect  them  to  bring  results  and  perhaps  a  letter  of  good 
natured  criticism  of  this  nature  will  have  very  little  influence 
on  you,  but  it  will  at  least  show  that  everybody  does  not  agree 
with  you  and  are  ready  to  inform  you  of  the  fact. 

J.  A.  Bond,  Traffic  Manager, 
Marion  Machine  Foundry  &  Supply  Co. 

Marion,  Ind.,  May  4,  1921. 


\V.-  are  indeed  glad  to  have  criticism  of  the  kind  offered  by  Mr. 
Bond.  We  certainly  do  not  assume  to  know  it  all.  Mr.  Bond  dees  us 
an  Injustice,  however,  when  he  says  we  do  not  quote  the  President 
fully.  We  have  quoted  everything  he  has  said  and  will  continue  to 
print  what  he  says,  as  we  will  everything  that  anybody  says  who  is  in 
position  of  authority  or  whose  opinions  are  of  value.  We  pride  our- 
selves on  the  fact  that,  no  matter  what  our  own  views,  we  print  the 

.  facts  in  our  news  columns  and  our  readers  are  never  victimized  unless 
tl'ey  choose  not  to  read  our  news  columns.  We  give  them  the  same 

J  facts  that  we  have  had  In  making  up  our  minds.  Mr.  Bland  also 
misinterprets  very  seriously  what  we  have  said.  We  have  said  that 
rates  are  too  high  and  that  they  must  and  will  come  down.  We  have 
Insisted,  however,  that  they  can  not  come  down  until  operating  costs 
!  reduced  and  that  the  high  freight  rates  are  not  the  principal  or 
controlling  cause  for  the  depression  of  business.— Editor  The  Traffic 

J  AVoriu. 


Personal  Notes 


William  M.  Mortimer,  formerly  treasurer  of  the  New  York 
Dock  Company  and  the  New  York  Dock  Railway,  has  associated 
himself  with  Clifton,  Mortimer  &  Kievet,  Inc.,  traffic  managers 
of  New  York  City. 

Frank  T.  Scanlan  has  been  appointed  commercial  agent  for 
steamers  of  the  Chicago  Steamship  Lines  operating  between 
tetroit,  Cleveland  and  Buffalo,  and   Milwaukee,   Michigan  City 
Waukegan  and  Kenosha. 

W.  J.  Cartwright  has  been  appointed  commercial  agent  for 
the  Southern  Railway  System  at  Chattanooga,  vice  R  D  Miller 
who  has  been  transferred. 

H.  F.  Kern  has  been  appointed  general  agent  for  the  South- 
ern Pacific  Lines  at  Cincinnati,  vice  F.  E.  Scott,  who  has  been 
iromoted  Mr.  Kern  is  succeeded  as  general  agent  at  Kansas 
City  by  L.  B.  Banks. 

R.  M.  Richter,  of  Bedford,  Ind.,  has  been  appointed  general 
manager  of  the  Bedford  Stone  Club  and  secretary  of  the  Indi- 
ana Limestone  Quarrymen's  Association. 

C.  H.  Bland  has  been  appointed  trainmaster  and  W  E  Sal- 
yards  chief  dispatcher  for  the  entire  system  of  the  Louisiana 

noar  W8w    ri   ^'^'m  HC°m£fny'  W!th   head<^rters  at  Shreve- 
wm          «   ^    'L1,11.88  been  assi8ned  to  other  duties. 
William   Hood,  chief  engineer  for  the  Southern  Pacific    re- 

tired from  active  duty,  May  3,  at  the  age  of  75  years  and  on  the 
an"      r8ary  °f  h'8  obtalning  employment  with   that  com! 


w"  Am  ?'a,fflLWorld>  ^Pr"  30>  U  was  stated  in  error  that 
A.  W.  Gill  had  been  appointed  freight  traffic  manager  for  the 
Southern  Railway  System  at  Cincinnati.  Mr.  Gill's  proper  tit  e 
Is  assistant  to  freight  traffic  manager. 

.   E.  MacNiven,  formerly    superintendent    of    cartaee    for 

J?Mm^[  W!irdT  *,  ComPa"y.  °f  Chicago,  is  now  Associated 
with  the  Edward  Lasham  Company,  merchandise  warehousemen 
and  forwarders  of  general  teaming,  Chicago. 

P.  L.  Shepard  has  resigned  as  general  freight  and  passenger 
agent  for  the  Gulf  &  Ship  Island   Railroad   Company. 


F.  W.  Elder,  formerly  commercial  agent  for  the  Gulf  Coast 
Lines  at  Houston,  has  been  transferred  to  a  similar  position  at 
San  Francisco  to  succeed  E.  J.  Naylor,  who  has  resigned. 

DOINGS  OF  THE  TRAFFIC  CLUBS 

At  the  meeting  of  the  Industrial  Traffic  Club  of  the  Niagara 
Frontier,  in  Buffalo,  April  29,  Frank  E.  Williamson,  traffic  com- 
missioner for  the  Buffalo  Chamber  of  Commerce,  spoke  on  "Rate 
Construction  and  Tariffs."  The  talk  was  followed  by  an  open 
discussion  on  "Order  Notify  Shipments  to  Non-Agency  Stations." 


The  noon  luncheon  meeting  of  the  Traffic  Club  of  St.  Louis, 
held  at  the  American  Annex,  May  3,  was  addressed  by  Capt.  J. 
Milton  States,  of  the  Bureau  of  Commercial  Economics,  Wash- 
ington, D.  C.  B.  H.  Dally,  assistant  general  freight  agent  for 
the  Pennsylvania  System,  presided. 

The  monthly  meeting  and  annual  spring  frolic  of  the  Traffic 
Club  of  New  England  will  be  held  May  9.  Perry  H.  White  and 
W.  M.  Burrell  are  in  charge  of  the  entertainment. 


The  Central  California  Traffic  Association,  San  Francisco,  of 
which  A.  T.  White,  traffic  manager  of  the  Emporium,  is  presi- 
dent and  J.  C.  Burt,  traffic  manager  for  the  H.  C.  Capwell  Com- 
pany, is  secretary,  is  contemplating  the  appointment  of  a  stand- 
ing committee  to  arrange  for  social  affairs  in  the  near  future. 
The  association  has  hitherto  confined  itself  to  matters  of  traffic 
only. 

In  addition  to  the  addresses  of  Otto  H.  Kahn,  which  was 
printed  in  the  Traffic  World  April  30,  and  Daniel  Willard,  which 
appears  in  this  issue,  the  Traffic  Club  of  Pittsburgh  was  ad- 
dressed by  Vice-president  Coolidge  and  Jules  Jusserand,  French 
ambassador  to  the  United  States,  at  its  annual  meeting  and  ban- 
quet at  the  William  Penn  Hotel  April  28.  Both  these  speakers 
commented  on  the  transportation  situation  and  spoke  optimistic- 
ally of  what  the  future  holds  in  the  way  of  solutions  for  the 
serious  railroad  problems. 


TRAFFIC  SECTION  CHANGES 

The  Traffic  World  Washington  Bureau 

Director-General  Davis  has  abolished  the  traffic  part  of  the 
division,  of  liquidation  claims  of  the  Railroad  Administration  and 
transferred  the  personnel  of  the  organization  to  the  law  division. 
C.  B.  Stafford,  head  of  the  traffic  section,  becomes  traffic  assistant 
to  the  chief  counsel.  The  work  of  the  traffic  section  has  been  that 
of  disposing  of  claims  arising  from  the  traffic  rates,  rules,  and 
regulations  issued  under  federal  control.  The  law  question  in 
each  claim  has  been  the  most  prominent  part.  Therefore,  the 
consolidation  of  the  traffic  section  with  the  law  division  has  been 
regarded  as  a  logical  move.  Prior  to  the  consolidation  it  was 
necessary  for  the  traffic  and  law  personnel  to  be  in  consultation 
much  of  the  time.  Every  case  before  the  Commission  involved 
such  consultations.  Every  claim,  in  the  end,  became  a  law  Ques- 
tion. 

During  federal  control  a  traffic  division  was  necessary  because 
it  was  necessary  to  make  rates  to  move  traffic.  There  has  been 
no  such  necessity  since  that  time.  The  traffic  people,  in  the  dis- 
position of  claims,  had  to  produce  the  facts  with  which  the  law 
section  could  defend  the  cases  brought  against  the  Director- 
General,  as  agent,  and  also  the  facts  on  which  the  law  division 
could  dispose  of  loss  and  damage  claims,  or  overcharge  and  under- 
charge claims. 


COMMISSION  NOMINATIONS  CONFIRMED 
The  Senate,  May  3,  confirmed  the  nominations  of  E  I.  Lewis 
chairman  of  the  Indiana  Public  Service  Commission,  and  J  B 
Campbell,  of  Spokane,  Wash.,  as  members  of  the  Interstate  Com- 
merce Commission.  No  objection  was  raised  to  either  nomina- 
tion, it  is  understood. 


C.   R.   I.  &   P.   LEASE   WARRANTS 

Authority  to  issue  six  lease  warrants  for   $158,885.54   each 

in  favor  of  the  Pullman  Company  as  part  payment  for  30  steel 

coaches  and  five  steel  chair  cars  is  asked  by  the  Chicago,  Rock 

island   &  Pacific   m   an   application   filed   with   the   Commission. 

The  warrants  will  bear  7  per  cent  interest  and  one  will  be  pay- 

£      °n«^h  November  2  and  May  2  from  November  2,  1921,  to 

24,  both  inclusive.    The  total  price  of  the  equipment  to 

e  acquired  is  given  as  $1,128,840,  of  which  $282,210  will  be  paid 

in  cash. 


LONG   ISLAND  R.  R.  BONDS 

The    Pennsylvania   Railroad    Company    has    applied    to    the 

immission  for  authority  to  place  upon  $3,876,000  of  refunding 

rtgage  bonds  of  the  Long  Island  Railroad  Company  its  guar- 

nty  of  the  principal   and   interest  thereof.     The   Pennsylvania 

holds  practically  all  of  the  stock  of  the  Long  Island 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

References:  Dun  &  Bradstreet,  Milmo 
National,  Laredo  National,  First  State 
Bank  &  Trust  Co.,  all  banks  of  Laredo, 
Texas,  and  Mexico  City  Banking  Cor- 
poration, of  Mexico  City. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


North  China  Line 

(Columbia  Pacific  Shipping  Company) 

OF 

PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,    Tientsin    (Taku    Bar), 

Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama  and  Kobe 

Sailings  Every  Twenty-one  Days  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  flag  A-l  Steel  Steamers) 

SS  "WEST  NIVARIA"  May  16 

SS  "BEARPORT"  June  8 

SS  "WEST  KADER"  June  27 

SS  "WEST  KEATS"  July  18 

Transhipment  at   Shanghai   to   American    River   steamers   for 

Nanking.    Pukow,    Hankow    and     other     open 

Yangtae  River  ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 
Sudden  &  Christenson 

General  Eastern  Agents 

44  Whitehall  St.,  New  York  City 

or 

Columbia  Pacific  Shipping  Company 

General  Offices 
Board  of  Trade  Building,  Portland,  Oregon 


TJkCONTINENTALW 
COMMERCIAL 

BANKS 

CHICAGO 

La  Salle,  Adams,  Quincy  and 
Wells  Streets 

Invested  Capital  More  Than  Fifty-five  Millions 


T^HE  Traffic  Department 

•*•  of  these  Banks  is  espe- 
cially equipped  to  assist  manufacturers, 
merchants  and  shippers  in  preparing 
documents,  routing  shipments,  and 
in  other  problems  incident  to  foreign 
and  domestic  commerce. 

You  are  invited  to  make  full  use 
of  our  Traffic  Department 


W.  A.  DUNNETT 


Traffic  Advisor 
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r       PAYMENTS  TO  RAILROADS 

The  Traffic  World  Washington  Bureau 

Partial  payments  of  the  guaranty  to  railroads  from  February 
26  when  the  Winslow  partial  payment  bill  became  effective,  up 
to' April  30,  totaled  $126,777,990,  according  to  the  Treasury  De- 
partment. Partial  payments  in  respect  to  the  reimbursement 
for  deficits  incurred  during  federal  control  totaled  $444,500. 

The  Treasury  announced  the  following  additional  partial 
payments:  Western  Maryland,  $400,000;  Georgia,  Southern  & 
Florida  $130,000;  and  Chicago,  Indianapolis  &  Louisville,  $125,- 
000.  Payment  of  $59,950.17  to  the  receiver  of  the  Tennessee, 
Alabama  &  Georgia  in  reimbursement  of  that  road's  deficit 
during  federal  control  was  also  announced. 

A  statement  showing  partial  payments  under  the  guaranty 
from  February  26  to  April  28,  issued  by  the  Treasury  Depart- 
ment. April  30,  follows: 


$230000-    Chicago,    Terre   Haute    &    Southeastern,    $26,000;    re- 
ceiver of  Missouri  &  North  Arkansas,  $22,500. 

The  Commission  has  issued  partial  payment  certificates  to 
the  Hawkinsville  &  Florida  Southern  Railway  for  $10,000;  to 
the  Philadelphia  &  Reading  for  $350,000;  to  the  Charleston  and 
Western  Carolina  for  $260,000;  to  the  Northern  Alabama  for 
$80000;  to  the  Wrightsville  and  Tennille  for  $75,000,  and  to  the 
Norfolk  &  Western  for  $2,000,000. 

Additional  partial  payments  to  railroads  announced  by  the 
Treasury  Department  follow:  Norfolk  &  Western,  $2,000,000; 
Charleston  &  Western  Carolina,  $260,000;  Hawkinsville  &  Flor- 
ida Southern,  $10,000;  Philadelphia  &  Reading,  $350,000. 

The  Commission  has  issued  a  partial  payment  certificate 
to  the  Sullivan  County  Railroad  for  $17,000. 

Additional  partial  payments  to  railroads  announced  by  the 
Treasury  Department  follow:  Cincinnati,  Indianapolis  &  West- 
ern, $230,000;  Chicago,  Terre  Haute  &  Southeastern,  $26,000; 
receiver  of  Missouri  &  North  Arkansas,  $22,500. 

Director-General  Davis,  of  the  Railroad  Administration,  an- 
R™!nwaTE«>££r  Co™  ^  "."V  V.V.V.      ^OoicKo      nounced  final  settlements  with  the  Duluth,  Missabe  &  Northern 

ApaJachicola  Northern  R.  R.  Co 6 .000.00      and  the  Duluth  &  Iron  Range,  May  3.  The  former  road  was  paid 

Atchlspn  Topeka  &  Santo  Fe  Ry.  Co Hnn'nnnnn      $8,525,000.    It  had  put  in  a  claim  for  $12,104,397.    The  latter  road 

Atlantic  Coast  Line  R.  R.  Co ^,4uu,uuu.uu  .  ,    -  .  ___  AAA      T,    *„  j    ^lo*™,^    ac/ionriro 

Atlantic  Coast  Line  R.  R.  Co.  and  Louisville  &  Nash-  was  paid   $4,866,000.       t  had  claimed   $6,420,052. 

vllle  R.  R.  Co.  (Joint  lessees  of  the  Georgia  R.  R.) 500,000.00  The  Commission,  May  5,  announced  the  issuance  of  the  fol- 

Baltlmore  &  Ohio  R.  R.  Co.  6,400,000.00      lowing  partial  payment  certificates :  American  Railway  Express 

^ner°&  ChemwR.  R/Co::::::  loioooioo      Company,   $1,500,000;    New   Orleans   Great   Northern,    $105,500; 

Fork  &  International  Falls  Ry  Co 25,000.00      Louisville,   Henderson   &    St.   Louis,    $175,000;    Vermont   Valley, 

!wnwtodINi!!rthl&RSouth'Rv'co''  6'B05'50o'oo      $45,000;   Marion  and  Rye  Valley,  $8,800. 

Buffalo  &  Susquehanna  R.  R.Corp'. I'.'.'.'. '.'.::: '.  '.'.'.'.'.'.  looioooloo  The  Commission  has  issued  a  certificate,  under  section 
Central  of  Georgia  Ry.  Co 475,000.00  204  (G)  of  the  transportation  act,  to  the  Gulf,  Florida  &  Ala- 
Central  New  York  Southern  R.  R.  Corp 27,000.00  hama  fnr  S79  ^n?  as  a  navmpnt  tn  rnvpr  nnrt  nf  a  rlpfipit  in 

Charleston  Terminal  Ry.  Co 50.ooo.oo  °ama,  lor  ?7^,b07,  as  a  payment  to  cover  part  or  a  aencit 

Chicago  &  Alton  R.  R.  Co 800,000.00  operating  income  during  federal  control.  The  total  amount  pay- 
Chicago,  Burlington  &  Quincy  R.  R.  Co 7,000,000.00  able  to  the  road,  under  all  paragraphs  of  section  204,  the  cer- 

ChlSSS, ^nalin^oYls™ ^uisvUle"  RyV  Co! ! ! !  \ '. '. '. '. '. '. '. '. '. '.  'ill^M  "ficate  says,  is  $442,507,  of  which  the  amount  before  mentioned, 

Chicago  Junction  Ry.  Co 200,000.00  is  due  now. 

Chicago.  Milwaukee  &  St.  Paul  Ry.  Co 5,137,190.05             The    Treasury    Department    announced   the    following   addi- 

Chicago  &  Northwestern  Ry.  Co 12,000,000.00  tinnal     nartipl     navrnpnts-     Tllinnia    Ppntrnl      $9(100000-     Sullivan 

Chicago.  Peoria  &  St.  Louis  R.  R.  Co.,  receivers  of 60,000.00  "onai    partial    payments.    Illinois    central,    $AUUU,UUU,    buuivan 

Chicago.  Rock  Island  &  Pacific  Ry.  Co 6,000,000.00  County   Railroad,    $17,000. 

Chicago,  St.  Paul,  Minneapolis  &  Omaha  Ry.  Co 850,000.00              The  Commission  announced  the  issuance  of  three  certificates 

Delate"!  H^dscTco311  soo'ooo'oo  May  6'  to  the  Liberty-White  Railroad  Company  of  Mississippi, 

Delaware,  Lackawanna '&' We'st'ern'R.'R.'Co.' '.'.'.'.'.'.'. '.'.'.'.'.  2,000'ooo!oo  and   the   Nevada-Calif  ornia-Oregon   Railway   Company,    directing 

Detroit.  Toledo  &  Ironton  R.  R.  Co 225,000.00  the  Secretary  of  the  Treasury  to  make  good  the  deficits  incurred 

Ft.  Worth  &  Rio  Grande  Ry.  Co 210,000.00  hv    thp<!P    rnarU    rlnrine-    fprtpral    rnntrnl        Twr>    pm-Hfipatpo    WPT-B 

Gainesville  Midland  Ry 25,000.00  ?y   '           roaas   auring   leaerai   control,      iwo   certificates   were 

Gainesville  &  Northwestern  R.  R.  Co 7000.00  issued  to  the  Liberty- White,  one  for  $8,499.20  and  one  for  $7,- 

Georgia.  Florida  &  Alabama  Ry.  Co 40.000.00  818.95.     The   certificate   to   the   Nevada-California-Oregbn   called 

Georgia    Northern    Ry.    Co 4,000.00  for   thp   navmpnt    nf   $14  fi^S  9fi 

Georgia.  Southern  &  Florida  Ry.  Co 130  000.00                ^    Payment   Ot    $14,bd».Jb. 

Great  Northern  Ry.  Co 600000000              T"6   Treasury   Department   announced   partial   payments   of 

Gulf.  Colorado  &  Santa  Fe  Ry.  Co 1,'575,090.00  $65,000  to  the  receiver  of  the  San  Antonio,  Uvalde  &  Gulf;   $6,000 

nunois  central  R°R    Co  R'  R'  C°"  2  vn  ooo'oo  to  the  Texas  Short  Line  ^ilway  Company,  and  $72,507.96  to 

International  &  Great  Northern  Ry.'c'o./receiver'ot"  '260'ooo'flO  the  receiver  of  the  Gulf,  Florida  &  Alabama  Railway  Company. 

Kansas  City.  Clinton  &  Springfield  Ry.  Co 55,000.00  The  latter  payment  was  in  reimbursement  of  the  carrier's  deficit 

^OakCpre0r^a&RG'u,fCRVR.-Co:::  liS'oO        inCUrFed   dUring   ^^    C°ntr°L 

Long  Island   R.    R.   Co 450  000  00  

SUSfifi^  HEARINGS  ON  SCOTT  BILL 

Ichlgan  Central  R.   R    Co. 650>00.00  The  Traffic  World  Washington  Bureau 

Minneapolis  &  St.  Louis  R.  R.  Co 10000000 

rtinneapolls,  St.  Paul  &  Sault  Ste.  Marie  Ry.  Co '.'.      1,400'oooioo  Hearings   on    the    Scott    bill    (H.     R.     3716),    providing    for 

o'l"lo8&aohi0InRerRatr>onaI  Ry'  Co"'  J^ffi-0,0,  amendm-ent  of  the  La  Follette  seamen's  act,  in  so  far  as  it  ap- 

Montana  Western   RyC°6o:::  "I'OOOOO  PMeS   tO   trafflc    °n    the    Great   Lakes    <See    Traffic    World,    April 

sshville   Chattanooga  &  St.  Louis  Ry isoloooioo  23>   P-   872)    were   begun   before   the   House   committee   on   mer- 

Central  R.  R.  Co. ......     20,000,000.00  chant  marine  and  fisheries  this  week 

£  YoVt' PhUade°lPhia^  Witnesses   representing   commercial   organizations   of   cities 

hern  Pacific  Ry.  Co 7,00o!ooo!oo  on   tne   Great   Lakes    declared    before   the    committee   that   the 

Sre^n  SSlkR?5  "g-  present  law  must  be  modified  unless  shipping  is  to  be  driven 

Pacific  Coast  R.  R.  Co ...:::.—..'.'.  off  the  Great  Lakes.     They  said  application  of  the  existing  law 

i "rf*i  Srf2*i  NBrtIi'irn  ^  R-^c° •'•'••          27^00:00  has  made  jt  virtually  impossible  to  conduct  passenger  and  pack- 

P^^rKrctcRn^CBCn:?caS)&  stVionis-u  'R' Co  "      1^&  ***  l^"  bhusiness°n  the  Great  Lakes  at  a  profit. 

'ittshurgh  &  i^ke  Erie  R.  R   Co.   .  Among  those   who   appeared   before  the   committee   in   sup- 

'  R.vT  £  £"cn c  Ry"  Co :::::::::        '55:ooo:oo  P°rt   of   the    bill   were    Clifford    Cildersleeve,   representing    the 

RfolO™nReV?SouRthem  R^R.'co'"  Sr'-T1^  Chamber  of  Commerce;  E.  W.  Keefer,  of  Port  Huron, 

San  Antonio  &  Aransas  Pass  Ry.  Co:::  Mich.;    Frank  H.  Meyers,  of  Sandusky,  O.;   L.  E.  Williams  and 

rteh^rrand^iJ  l&oooioo  Jj.  J.  McCumber,  of  Toledo,  O.,  and  Frank  W.  Fletcher  and  R. 

it  &shstnGK"rnadnoIislcaondRRyc(o0:::  ffi*  W'    PUk°rn    «'  A1Pena-    Mich. 

Louis,  s:,n  Kn,ncisco&  Texas  Ry.  Co..::::  Andrew  Furuseth,  president  of  the  International   Seamen's 

10:000:00  Unl°n.  who  will  oppose  the  proposed  legislation,  attempted  to 

£S»Hdi£S  S!  R  question    witnesses    and    was     interrupted     by     Representative 

'"     R>--. receivers  of...:  1 000  noo  Gr?ene,  of  Massachusetts,  chairman  of  the  committee,  who  in- 

«  T^iSu^  Co.    receiver  of 'wKoeKeB  «ulred  whether  Furuseth  had  said  in   a  speech   at  Boston  that 

&  Deaware  n   n   Co  ^  (Furuseth)  would  defy  the  courts.    Chairman  Greene  declared 

1500000  .?  w°vld  not  Permit  Furuseth  to  testify  before  the  committee 

wfe^nSSSy^'  R°co"  5o:ooo:oo°  ''.  't  were  true  that  he  had  made  the  statement  attributed   to 

.  Marvi.-md  ity.  Co.   .  4nn'nnn'nn  ?.          Furuseth  said  he  had  made  such  a  remark  with  qualifica- 

Vh..,.iing  &  i^ke  Erie  Ry.  Co '.".\:;;  tions,   and   then   made   an   explanation   in   which   he   practically 

Tota,  repudiated   the   statement. 

.1125,777,990.05  Representatives  of  the  principal  steamship  companies  oper- 

The  Treasury  Department  has  announced   the  payment   of  Lr?\»h*t  °^f,t   L^   ?PPeared   bef°re   the    committee   in 

J80.000  to  the  Northern  Alabama  Railway  Company  and  of  $7?  8UPPort   of  the   bill,   which   is   designed   to   remove   restrictions 

000  to  the  Wrightsville  and  Tennille  Railroad  Company  undp'r  Jmposed  on  the  operatiion  of  ships  on  the  Great  Lakes.  Among 
partial  payment  certificates  issued  by  the  Commissii  f  7^°  urged  PassaSe  of  the  bill  were  H.  W.  Thorpe,  of  the 

The  Commission  has  issued  partial  payment  certificate  ?™« ?v     •  Transitnc°-:   L-  J-  Williams,  of  the  Detroit  &  Cleve- 
the    fol,ow,ng   carriers:      Cincinnati.                         '  *  * 
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Camphuis  &  Company.  Inc. 

FORWARDING  AGENTS 
Laredo,  Texas 

Largest  and  Best  Equipped  Forwarding 
Organizations  on  the  Mexican  Border 

We  have  specialized   in   the  handling  of  small  shipments. 
Previous  to  present  railway  strike  we  maintained: 

Two  Package  Cars  Per  Week  to  Mexico  City 

(Time  in  route  Nuevo  Laredo  to  Mexico  City  eight  to  ten  days) 
With  resumption  of  traffic  we  are  now  prepared  to  maintain 

Three  or  More  Package  Cars  Per  Week 

(Arriving  in  Mexico  City  fifth  or  sixth  day) 
Consult  Traffic  Managers  of  your  Carriers  relative  to 

Package  Car  Service 

direct  to 

Laredo,  Texas 

from 

New  York,  Chicago,  St.  Louis,  East  St.  Louis, 
Memphis,  Fort  Worth,  Dallas,  San  Antonio 

The  merchants  of  Mexico  are  vitally  interested  in  time  of 
delivery  of  their  merchandise. 

Write  ui  for  full  particulars  and  nquat  a  copy  of  our  Shipping  Initruetiom. 
OFFICES  • 


Laredo,  Texas 
El  Paso,  Texas 
Eagle  Pass,  Texas 


Nuevo  Laredo,  Tamps.,  Mexico 
Juarez,  Chih.,  Mexico 
Ptedras  Negras,  Coah.,  Mexico 
Mexico  City 


Pacific — Caribbean — 
Gulf  Line 

(Swayne  and  Hoyt,  Inc.,  Owners) 

Steel  Steamer* 
DIRECT    SERVICE 

BETWEEN 

New  Orleans,  San  Francisco. 

Los  Angeles  Harbor,  Portland, 

Tacoma  and  Seattle 

Via  Panama  Canal 

S.S.  ALVARADO,  Sailing  from  New  Orleans  middle  of  May 
S.S.  ELDORADO,  Sailing  from  New  Orleans  last  half  of  May 
S.S.  IRIS,  Sailing  from  New  Orleans  middle  of  June 
S.S.  LAKE  GUNNI,  Sailing  from  New  Orleans  middle  of  July 

Runt  quoted.  b«olinn  snd  oth«r  information  furniihcd  open  spplklliso 

THE  STEELE  STEAMSHIP  LINE,  Incorporated 

630  Common  St.,  New  Orleans,  La. 
OFFICES  ALSO  AT 


2102  Strand 
Galreston,  Texas 


Texas  City 


50  Broad  Street 
New  York  C 


430  Sansome  Street 
San  Francisco,  Calif. 


GULFPORT,  MISSISSIPPI 


Loading  Cotton  from  Calf  and  Ship  Itland  Railroad  Terminal* 

LINER   SERVICE— LIVERPOOL,    MANCHESTER,    LONDON,    HULL, 

BRISTOL,  CHANNEL  PORTS,  GLASGOW,  DUBLIN, 
BELFAST,  HAMBURG  AND  BREMEN. 

We  have  many  advantages  to  offer  exporters. 

T.   E.  Harris,  Traffic  Manager 
Gulf  and  Ship  Island  Railroad  Gulfport,  Mississippi 


996 


THE    TRAFFIC    WORLD 


Vol.  XXVII,  No.  19 


MINOR  COMMISSION  ORDERS 


The  Traffic  Bureau  of  Sioux  Falls  Chamber  of  Commerce 
and  the  Omaha  Live  Stock  Exchange  have  been  permitted  to 
intervene  In  No.  12268,  Board  of  Railroad  Commissioners  of 
the  State  of  South  Dakota  vs.  C.  &  N.  W.  et  al. 

Petitions  of  the  Director-General  for  rehearing  or  reargu- 
ment  of  No.  11498,  Indiana  Refining  Co.,  Inc.,  vs.  C.  C.  C.  &  St. 
L.  Ry.  et  al.,  and  No.  11277,  Ozark  Refining  Co.  et  al.  vs.  C.  R.  I. 
&  P.  et  al.,  have  been  denied. 

The  Stewart  Sand  Company  has  been  permitted  to  intervene 
in  No  12559,  The  Kaw  River  Sand  and  Material  Co.  et  al.  vs. 
A.  T.  &  S.  F.  et  al. 

The  Buffton-Lewisburg  Stone  Company  has  been  permitted 
to  intervene  in  No.  12462,  Peninsular  Portland  Cement  Co.  vs. 
Director-General  and  Cincinnati  Northern  Ry. 

The  Ft  Smith  &  Western  Railroad,  Charles  T.  O'Neal,  re- 
ceiver, have  been  permitted  to  intervene  in  No.  12515,  Swift  & 
Co.  vs.  Kansas  City  Terminal  Railway  et  al. 

No.  11132,  Union  Cypress  Co.  vs.  F.  E.  C.  Ry.  Director-gen- 
eral et  al.,  has  been  reopened  for  such  further  hearing  as  the 
Commission  may  hereafter  direct.  Petition  for  rehearing  was 
filed  by  the  Director-general. 

Armour  &  Co.  and  The  New  York  Butchers  Dressed  Meat 
Co.  have  been  permitted  to  intervene  in  No.  12661.  The  Na- 
tional Live  Stock  Exchange  et  al.  vs.  Ann  Arbor  et  al. 

The  Steel  &  Tube  Co.  of  America  has  been  dismissed  as  a 
party  complainant  in  No.  12071,  Adriatic  Mining  Co.  et  al.  vs. 
C.  &  N.  W.  et  al.,  but  has  been  given  permission  to  intervene. 

The  order  in  No.  11011,  Live  Poultry  &  Dairy  Shippers' 
Traffic  Assn.  vs.  Director-General,  A.  T.  &  S.  F.  et  al.,  has  been 
modified  so  as  to  permit  defendants  to  establish  rates  in  com- 
pliance therewith  on  not  less  than  five  days'  notice. 

The  Commission  has  reopened  No.  11764,  in  the  matter  of 
intrastate  rates  within  the  state  of  Texas,  for  the  purpose  of 
considering  the  reasonableness,  relationship,  and  propriety  of 
the  rates  in  effect  on  asphalt,  cement  and  lime  in  that  state. 

The  Cape  Girardeau  Portland  Cement  Co.,  Missouri  Port- 
land Cement  Co.,  the  Kosmos  Portland  Cement  Co.,  and  the 
Atlas  Portland  Cement  Co.  have  been  permitted  to  intervene 
in  No.  12592,  Lehigh  Portland  Cement  Co.  vs.  A.  G.  S.  R.  R.  et  al. 

The  Traffic  Bureau  of  the  Sioux  City  Chamber  of  Commerce 
has  been  permitted  to  intervene  in  No.  12729,  David  Cole  Cream- 
ery Co.  et  al.  vs.  Director-General,  C.  B.  &  Q.  et  al. 


PURCHASE  OF  E.  I.  &  T.  H.  RY. 

The  Traffic  World  Washington  Bureau 

Acquisition  by  the  Cleveland,  Cincinnati,  Chicago  &  St. 
Louis  Railway  Company  of  the  control  of  the  Evansville,  Indian- 
apolis &  Terre  Haute  Railway  Company  by  the  purchase  of  the 
capital  stock  of  the  latter  company  for  $1,000,000  has  been  au- 
thorized by  the  Commission. 

The  road  of  the  E.,  I.  &  T.  H.  extends  from  Terre  Haute, 
Ind.,  where  it  connects  with  the  C.,  C.,  C.  &  St.  L.,  to  a  point 
of  connection  _with  the  Chicago  &  Eastern  Illinois  3%  miles 
north  of  Evansville,  Ind.  It  comprises  134.15  miles  of  main 
track  and  31.75  miles  of  side  and  spur  tracks.  Large  Quantities 
of  bituminous  coal  are  located  along  the  line  which  also  runs 
through  a  rich  agricultural  and  stock-raising  district. 

Under  an  agreement  with  the  bondholders'  committee  of 
the  E.,  I.  &  T.  H.,  dated  February  19,  1920,  the  C.,  C.,  C.  & 
St.  L.  obtained  possession  of  the  property.  It  was  provided  in 
the  agreement  that  the  C.,  C.,  C.  &  St.  L.  should  have  the 
option  to  purchase  all  of  the  capital  stock  of  $1,000,000. 

In  its  opinion,  the  Commission  said  in  part: 

"The  Evansville  &  Indianapolis  road  was  in  the  hands  of 
a  receiver  from  February  29,  1916  to  June  3,  1920.  During  that 
time  its  physical  properties  greatly  depreciated.  The  Terre 
Haute  Company  has  practically  no  serviceable  locomotives  or 
other  rolling  stock.  It  has  been  enabled  to  transport  a  con- 
siderable tonnage  by  reason  of  the  co-operation  and  aid  of  the 
applicant,  but  it  requires  rehabilitation  before  satisfactory  re- 
sults can  be  obtained  from  the  standpoint  of  proper  service. 
The  acquisition  by  the  applicant  of  the  Terre  Haute  Company 
will  result  in  more  efficient  and  economical  operation,  and  will 
facilitate  putting  the  road  in  a  position  where  it  will  be  able 
properly  to  care  for  the  needs  of  the  communities  it  serves. 
Large  economies  will  be  effected  by  the  joint  use  of  applicant's 
passenger  and  freight  facilities  at  Terre  Haute,  its  shops  at 
Terre  Haute  and  Indianapolis,  its  rolling  stock,  and  in  the  ad- 
ministration of  the  property. 

"The   Terre    Haute   runs    in    the   same   general   north   and 
south  direction  as  applicant's  line  from  Cairo  to  Danville    Illi- 
nois, the  lines  being  from  25  to  35  miles  apart  and  on  opposite 
des  of  the  Wabash   river.     There  is  no  substantial  competi- 
actual  or  potential  between  the  two.     The  applicant's  line 

ish*>s  a  natural  outlet  for  the  products  transported  by  the 
Terrr  Haute,  the  two  forming  a  continuous  route. 

The  entire  authorized  capital  stock  of  the  Terre  Haute 
Company,  all  of  which  is  outstanding,  is  42,900  shares  of  the 
Par  amount  of  $100  each,  and  is  controlled  by  the  bondholders- 


committee.  This  the  applicant  proposes  to  purchase  for  $1,000,- 
000  making  payment  therefor  with  $1,052,600  principal  amount 
of  the  applicant's  6  per  cent  20  year  refunding  and  improve- 
ment mortgage  bonds  of  a  new  series.  An  application  for  au- 
thority to  issue  these  securities  is  pending  before  us.  Our  ap- 
proval herein  goes  only  to  the  purchase  by  the  applicant  at  a 
price  of  not  exceeding  $1,000,000  of  the  entire  stock  of  the 
Terre  Haute  Company,  and  we  expressly  reserve  the  right  to 
prescribe  the  terms,  methods  and  character  of  securities,  if 
any,  which  the  applicant  may  employ  to  effectuate  the  purchase, 
and'  our  approval  and  authorization  are  upon  the  express  con- 
dition that  the  par  value  of  the  stock  acquired  shall  be  ap- 
propriately reduced  as  we  may  hereafter  order,  and  shall  not 
be  sold,  pledged  or  otherwise  disposed  of  without  our  con- 
sent." 

An  application  of  the  Evansville,  Indianapolis  &  Terre 
Haute  Railway  Company  for  authority  to  acquire  and  operate 
the  property  of  the  Evansville  &  Indianapolis  Railroad  was  dis- 
missed by  the  Commission  on  the  ground  that  it  was  without 
jurisdiction  under  the  transportation  act  because  the  line  of 
road  involved  was  constructed  and  in  operation  prior  to  the 
effective  date  of  the  Commission's  jurisdiction  over  such  ap- 
plications. The  application  was  made  as  the  result  of  the  re- 
organization of  the  Evansville  &  Indianapolis  which  resulted,  in 
the  Evansville,  Indianapolis  &  Terre  Haute  taking  over  the 
property.  The  line  of  railroad  involved  is  identical  with  that 
of  the  Evansville,  Indianapolis  &  Terre  Haute  which  the  C.,  C., 
C.  &  St.  L.  has  been  authorized  to  acquire. 


Digest  of  New  Complaints 


No.  12644,  Sub.  No.  2.     The  Lakewood  Engineering  Co.,  Cleveland,  O., 
vs.  Lake  Erie  &  Pittsburgh  et  al. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  iron 
and  steel  rails  and  iron  and  steel  railroad  cross-ties,  riveted  to- 
gether, from  Cleveland  to  Baltimore  for  export.  Asks  reparation. 

No.  12645.     Certain-teed  Products  Corporation,  St.  Louis,   Mo.,  vs.  C. 
R.  I.  &  P.  et  al. 

Unjust,  unreasonable  and  discriminatory  rates  on  C.  L.  traffic  In 
and  out  of  complainant's  plant  at  Marseilles,  111.,  by  reason  of  an 
additional  charge  for  switching  which  is  added  to  the  through 
rate.  Asks  for  application  of  line-haul  rates  and  reparation. 

No.  12646.     Swift  &  Co.,  Chicago,  vs.  A.  T.  &  S.  F.  et  al. 

Unjust,  unreasonable  and  prejudicial  rates  on  fresh  meats  and 
packing-house  products  from  complainant's  plants  at  South  St. 
Paul,  Sioux  City,  South  Omaha.  South  St.  Joseph,  Kansas  City  and 
East  St.  Louis  to  Waco,  Austin,  San  Antonio,  North  Ft.  Worth, 
Dallas,  Houston,  Galveston,  Corpus  Christi  and  other  destinations 
in  Texas.  Asks  for  just  and  reasonable  rates  and  reparation  in 
the  sum  of  $25,000. 

No.  12647.     Pacific  Grain  Co.,  Portland,  Ore.,  vs.  Oregon-Washington 
R.  R.  &  Nav.  Co. 

Unjust,  unreasonable,  unduly  preferential  or  prejudicial  rates  on 
grain  between  points  or  stations  in  the  states  of  Oregon,  Washing- 
ton and  Idaho,  and  particularly  between  Portland,  Ore.,  and  points 
in  Washington  and  Idaho.  Asks  cease  and  desist  order,  Just  and 
reasonable  rates  and  reparation. 

No.  12648.    Swift  &  Co.,  Chicago,  vs.  A.  T.  &  S.  F.  et  al. 

Unjust  and  unreasonable  rates  on  fresh  meats,  dressed  poultry 
and  packing  house  products  from  Kansas  City,  Kan.,  South  St. 
Joseph,  Mo.,  and  South  Omaha,  Neb.,  to  Ohio  and  Mississippi 
River  crossings.  Asks  cease  and  desist  order,  and  just  and 
reasonable  rates. 

No.  12649.     The  State  Highway  Department  of  Texas  vs.  P.   C.   C.  & 
St.  L.  et  al. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates 
on  narrow  gauge  iron  or  steel  flat  cars,  with  wooden  floors  and 
component  parts  attached,  from  Columbus.  O.,  to  San  Antonio. 
Tex.  Asks  cease  and  desist  order,  just  and  reasonable  rates  and 
reparation. 

No.   12650.     Hardaway   Contracting  Co.,   Columbus,    Ga.,   vs.    Georgia, 
Southwestern  &  Gulf. 

Unjust  and  unreasonable  switching  charges  on  C.  L.  freight  in 
and  out  of  Albany,  Ga.  Asks  cease  and  desist  order,  just  and 
reasonable  charges  and  reparation. 

No.  12651.     Wortham-Carter  Publishing  Co.  et  al.,  Fort  Worth,  Tex., 
vs.  A.  T.  &  S.  F.,  Payne  et  al. 

Unjust,  unreasonable  and  illegal  rates  on  newsprint  paper,  via 

water  and  rail  and  via  rail,  water  and  rail,   from  points  in  New 

York,  Maine,  Connecticut  and  Oregon  to  Dallas  and  Fort  Worth, 

Tex.    Asks  cease  and  desist  order,  minimum  weight  of  36,000  Ibs., 

,     Ju««  and  reasonable  Joint  rates  and  through  routes  and  reparation. 

No.   12652.     The  Atlas  Portland  Cement  Co.,   New  York,   vs.   Central 
R.  R.  of  N.  J.  et  al. 

Unjust,  unreasonable,  unduly  prejudicial  and  preferential  rates, 
as  -well  as  in  violation  of  the  fourth  section,  on  cement  from 
Navarro,  Pa.,  to  various  destinations  in  New  Jersey.  Asks  just, 
reasonable,  non-discriminatory  and  non-prejudicial  and  lawful 
rates. 

No.  g12653^  The  Mangelsdorf  Seed  Co.,   Atchison,   Kan.,  vs.   A.   T.   & 

Unjust,  unreasonable,  unjustly  discriminatory  and  preferential 
and  prejudicial  rates  on  cane,  sorghum  and  sudan  seed  from  points 
in  Texas  to  Atchison,  Kan.,  and  other  points  because  they  exceed 
rates  on  wheat,  buckwheat,  rye,  coarse  grains  and  such  grain 
products  as  chicken  feed,  shorts,  etc.  Asks  cease  and  desist  order, 

No  ^BM   «.,h   f&er-i      ™th™e  on  wheat  and  reparation. 

No.  12653,  Sub.  No.  1.  The  Mangelsdorf  Seed  Co.  vs.  Payne,  as  agent. 
"nreasonable,  unjustly  discriminatory  and  unreasonably 
aand  Pr,e3u<Hcla;  rates  on  cane,  sorghum  and  sudan 
sttP°ints.  to  Atchison,  Kan.,  Kansas  City,  Mo.,  Chi- 


o    ™     a          tt.  ,  .,  y,      o.,         - 

ec     Asks  relation1*0  *  they  exceede<3  rates  on  wheat, 

' 


$29  65 


i* 
1.3 


iun™!afonable  JCates   on   bituminous   coal   from   pro- 
^diana  to  Terre  Haute,  Ind.    Asks  reparation  of 
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PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  Monthly  Service         A-l  Steamers 

MOBILE  to  ANTWERP 
HAVRE  and  BORDEAUX 
and  U.  S.  PACIFIC  COAST 


St.  Louis  Office : 
1217  Pierce  Building 

IRVING  H.  HELLER,  Manager 


Birmingham  Office: 
424-425  Chamber  of  Commerce  Bldg. 

GEORGE  C.  MCLAUGHLIN,  Manager 


Ship  Through  the 


Port  of  Los  Angeles 

34  Steamship  Services  Reaching  Over  100  World  Ports 


LIST  OF  DIRECT  PORT  CONNECTIONS: 


Acajntla,    Salvador 
Acapulco,    Mexico 
Alexandria,    Egypt 
Amapala,   Honduras 
Antofagasta,    Chile 
Antwerp,  Belgium 
Arica,   Chile 
Avonmouth,    England 
Auckland,   New   Zealand 
Bahia  Blanca,  Argentina 
Balboa,    Canal    Zone 
Baltimore,   Md. 
Baltic  Ports 
Barcelona,  Spain 
Boston,  Mass. 
Bombay,  India 
Buenaventura,   Colombia 
Buenos  Ayres,  Argentina 
Calais,   France 
Calcutta.  India 
Callao,  Pern 
Cartagena,  Colombia 
Cape  Town.   South  Africa 
Cardenas,  Cuba 
Cape   San    Lucas,   Mexico 
<  hamperico.    Guatemala 
Charleston,  8.  C. 


Christiania,    Norway 
Christobal,  Canal  Zone 
Cienfuegos,    Cuba 
Colombo,   Ceylon 
Corinto,    Nicaragua 
Cuban  Ports 
Dairen,  Manchuria 
Ensenada,  Mexico 
Eten,  Peru 
Finnish   Ports 
Galveston,    Texas 
Genoa,  Italy 
Glasgow,  Scotland 
Gothenburg,    Sweden 
Guayaquil,  Ecuador 
Guaymas,   Mexico 
Hamburg;,    Germany 
Harve,  France 
Havana,   Cuba 
Hongkong 
Honolulu 
Hull,   England 
Iqniqne,  Chile 
Jacksonville,    Florida 
Kobe,  Japan 
La   Libertad,   Salvador 
La  Pai,  Mexico 


La  Union,  Salvador 
Liverpool 
London 

Malmo,   Sweden 
Marseilles,   France 
Mauritius 

Melbourne,    Australia 
Manila,  P.  I. 
Manzanillo,  Mexico 
Mazatlan,  Mexico 
Moji,  Japan 
Mollendo,   Pern 
Montevideo,   Uruguay 
Nagasaki,   Japan 
New  Orleans 
Nenvitas,  Cuba 
New  York 
Norfolk,   Virginia 
Palta.  Pern 
Philadelphia 
Pisco,  Peru 
Portland,   Oregon 
Port  Said 
Puerto   Colombia 
Pnntarenas.  Costa  Rica 
Rio    de   Janeiro,    Brazil 
Rosario,  Argentina 


Write  for  tlluitrated  Book  and  Port  Map* 


Rotterdam 

St.    Lucia 

Salaverry,    Pern 

Salina   Crux,   Mexico 

San    Diego 

San  Bias,  Mexico 

San  Francisco 

San  Jose  de  Guatemala 

San  Juan  Del  Sur.  Nicaragua 

Santiago,    Cuba 

Santos,   Brazil 

Savannah,    Georgia 

Seattle 

Shanghai.  China 

Siagon,    Indo-Chiaa 

Singapore 

Stockholm,    Sweden 

Sydney,  Australia 

Tacoma 

Talara,   Pern 

Topolobampo.  Mexlc* 

Tientsin,   China 

Valparaiso.    Chile 

Victoria.   B.   C. 

Wellington,  New  Zealand 

West  Indian   Port* 

Yokaichl,   Japu     ' 

Yokohama,   Japaa 


Board  of  Harbor  Commissioners 

SUITE  33,  CITY  HALL,  LOS  ANGELES,  U.  S.  A. 
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LOAN  TO  L.  &  N. 


The  Traffic  World  Washington  Bureau 

The  Louisville  &  Nashville  Railroad  Company  has  filed  an 
application  with  the  Commission  for  a  loan  of  $5,000,000  to  en- 
able it  to  complete  improvements  authorized  ?£»«»**; 
niination  of  federal  control.  The  company  states  that  since 
March  1920,  it  has  "actually  acquired,  contracted  foi  and 
Srize'd  improvements  designed  to  expand  the '  transportaUon 
capacity  of  its  existing  lines,  aggregating  a  total  expenditvm 
$  approximately  $30,000,000.  This  large  sum  s  more  than  three 
times  greater  than  any  other  similar  expenditure  or  authoriza- 
n  heretofore  decided  upon  and  represents  nearly  42  per  cent 
nf  thp  nar  value  of  the  outstanding  stock  of  this  company. 

It  is  stated  in  the  application  that  over  $20,000,000  of  the 
130000000  comprises  the  acquisition  of  locomotives  and  cars, 
and  that  the  remainder  covers  expenditures  necessary  for  ad- 
ditional terminal  and  yard  facilities  and  the  construction  of 
second  tracks  and  various  other  improvements  designed  to  ex- 
pand and  facilitate  the  movement  of  traffic,  particularly  in  the 
coal  fields  of  eastern  Kentucky.  The  company  has  authorized 
an  expenditure  of  $4,204,139.90  for  additions  and  betterments 
on  the  Cumberland  Valley  and  Eastern  Kentucky  divisions. 

Since  the  end  of  federal  control  the  company  states  it  has 
financed  four  loans,  aggregating  $26,525,000,  because  it  desired 
to  refrain,  if  possible,  from  calling  on  the  government  for  a 
loan  from  the  revolving  fund  because  other  carriers  were  less 
favorably  situated  for  obtaining  money. 

Unless  it  is  able  to  secure  prompt  relief  from  the  Labor 
Board  by  authority  to  reduce  wages,  the  company  states,  it  will 
be  compelled,  In  addition  to  the  $5,000,000  asked  from  the  gov- 
ernment, to  apply  to  its  bankers  for  a  further  loan.  This  latter 
contingency,  however,  the  company  states,  could  be  averted  by 
the  settlement  this  summer  of  its  federal  control  claim  and  its 
guaranty  claim.  If  these  claims  were  settled,  it  would  be  un- 
necessary to  ask  for  the  $5,000,000,  the  company  says. 

The  company's  bankers,  according  to  the  application,  when 
approached  on  the  subject  of  an  additional  loan  of  $5,000,000, 
did  not  flatly  refuse  but  said  conditions  were  not  propitious  for 
the  floating  of  a  loan  of  that  size.  The  company  also  says  that 
general  conditions  are  very  unfavorable  for  railroad  financing. 
After  setting  forth  these  and  other  reasons,  the  company  says 
that  It  could  not  obtain  the  loan  from  its  bankers  without -pay- 
ing an  excessive  rate  of  interest. 

E.  ST.  L.  JUNCTION   R.  R.  NOTES 

The  East  St.  Louis  Junction  Railroad  Company  has  applied 
to  the  Commission  for  authority  to  issue  its  promissory  notes  in 
an  aggregate  amount  of  $85,000,  with  7  per  cent  interest,  for  the 
purpose  of  reimbursing  the  St.  Louis  National  Stock  Yards  for 
$85,000  advanced  to  the  applicant  to  enable  the  latter  to  meet 
Its  1920  payroll. 


LOAN   TO    PENNSYLVANIA 

An  application  for  a  loan  of  $5,700,000,  from  the  federal  re- 
volving fund,  has  been  made  to  the  Commission  by  the  Penn- 
sylvania Railroad  Company.  On  May  27,  1920,  the  company  ap- 
plied for  a  loan  of  $18,000,000.  It  received  $6,780,000  of  that 
amount  and  did  not  press  the  Commission  for  the  balance,  it 
is  stated  in  the  application.  Now  it  desires  the  $5,700,000  to 
meet  maturing  obligations,  the  principal  part  of  which  is  $5,093,- 
000  of  the  Pennsylvania's  "Philadelphia,  Wilmington  &  Balti- 


more Railroad  4  per  cent  stock  trust  certificates,"  which  fall  due 
July  1,  1921.  _______ 

KANSAS   CITY   TERMINAL    RAILWAY    NOTES 

The  Kansas  City  Terminal  Railway  Company  has  applied 
to  the  Commission  for  authority  to  issue  $2,000,000  of  its  10- 
year  6%  per  cent  notes,  the  proceeds  from  the  sale  thereof  to 
l>e  applied  on  the  maturity  of  $2,500,000  of  4%  per  cent  notes 
on  July  1  The  notes  first  will  be  offered  to  the  holders  of  the 
notes  maturing  July  1  in  exchange  and  the  remainder  will  be 
sold  to  bankers  and  the  public  at  discounts  and  commissions 
which  will  make  the  cost  to  the  applicant  between  7.20  and  7.45 
per  cent  for  the  life  of  the  issue,  depending  upon  the  amount 
of  notes  which  are  exchanged,  if  the  Commission  approves.  The 
notes  to  he  sold  will  be  handled  by  E.  H.  Rollins  &  Sons  and 
the  Continental  and  Commercial  Trust  and  Savings  Bank  of 
Chicago. 

C.  &   W.   I.   BOND   PAYMENT 

Authority  to  assume  liability  in  respect  of  the  payment  of 
$7,000,000  of  Chicago  and  Western  Indiana  Railroad  Company's 
collateral  trust  bonds  has  been  granted  by  the  Commission  to 
the  following  roads,  which  are  the  lessees  of  the  Chicago  and 
Western  Indiana:  Chicago  and  Eastern  Illinois  Railroad  Com- 
pany and  William  J.  Jackson,  receiver  of  the  Chicago  and  East- 
ern Illinois  Railroad;  the  Chicago,  Indianapolis  &  Louisville 
Railway  Company,  the  Wabash  Railway  Company,  the  Grand 
Trunk  Railway  Company,  and  the  Chicago  and  Erie  Railroad 
Company. 

Each  of  the  lessees  owns  one-fifth  of  the  outstanding  capital 
stock  of  the  Chicago  and  Western  Indiana  Company,  which  has 
leased  its  property  to  the  lessees  for  999  years.  The  $7,000,000 
of  bonds,  issued  September  1,  1920,  to  assist  the  Chicago  and 
Western  Indiana  in  meeting  maturing  notes  on  that  date,  were 
issued  under  an  indenture  requiring  the  payment  of  $25,000  a 
month,  beginning  with  October,  1920,  for  the  establishment  of 
a  sinking  fund  to  redeem  the  bonds.  The  Chicago  and  Western 
Indiana,  the  Commission  said,  being  unable  to  pay  the  required 
installments,  arranged  with  the  lessees  to  enter  into  a  supple- 
mental lease  under  which  each  lessee  will  pay  additional  rental 
of  $25,000  monthly,  to  meet  the  sinking  fund  requirements  of 
the  bond  issue.  The  order  of  the  Commission  authorizes  the 
carrying  out  of  the  terms  of  the  supplemental  lease. 


APPLICATIONS  FOR  EXTENSIONS 

The  Pittsburgh,  Ohio  Valley  and  Cincinnati  Railroad  Com- 
pany has  applied  to  the  Commission  for  authority  to  construct 
and  operate  a  short  extension  to  its  line  in  Belmont  and  Mon- 
roe counties,  Ohio,  to  serve  the  coal  mines  of  the  Marcoll  Coal 
Company  and  other  coal  companies. 

The  Alabama,  Florida  &  Gulf  Railroad  Company  has  ap- 
plied to  the  Commission  for  authority  to  extend  its  line  from 
Wilson  to  Dothan  in  Houston  county,  Alabama,  and  from  Green- 
wood to  Marianna  in  Jackson  county,  Florida.  Construction  of 
the  extensions,  the  company  states,  will  develop  the  territory 
along  the  company's  line  for  the  benefit  of  the  adjacent  popu- 
lation. 


CHANGE   IN   DOCKET 

Hearing  in  12121,  Ft.  Smith,  Subiaco  &  Rock  Island  R.  R. 
Co.  vs.  Aberdeen  &  Rockfish  et  al.,  assigned  for  April  29,  at 
Washington,  D.  C.,  before  Examiner  Carter,  was  canceled. 


Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

May  9— Austin,  Tex. — Examiner  Healy: 

8418 — Railroad   Commission    of   Louisiana    vs.    Aransas   Harbor   Ter- 
minal Ry.  et  al. 

3918 — Same  vs.  St.  Louis  Southwestern  Ry.  et  al. 
8290 — Same  vs.  St.  Louis-San  Francisco  Ry.  et  al. 
I.  and  S.  710— Eastern  Texas  class  rates. 
I.  »n<J  8.  719 — Class  rates  to  Shreveport.  La. 

11784— In  the  matter  of  intrastate  rates  within  the  state  of  Texas. 
May  9 — Washington.  D.  C. — Examiner  Smith: 
I.  and  8.  1322 — Minimum  charge  on  L.  C.  L.  shipments. 
May  9 — Washington.  D.  C. — Examiner  Barclay: 

12066 — Construction    and    repair    of    railway    equipment    (locomotive 
equipment  of  the  Pa.  R.  R.  and  affiliated  lines — further  hearing). 
May  9 — Norfolk.  Va. — Examiner  Fuller: 

12375 — F.  S.  Royster  Guano  Co.  vs.  Director  General. 
May  9 — Peorla.  III. — Examiner  Money: 

2291— Sharon  Coal  Co.  et  al.  vs.  C.  &  A.  et  al. 
2280— Central  Illinois  Light  Co.  vs.  C.  &  A.  et  al. 
12323— Kiltrnr  C.  Foster  vs.  C.  &  A.  ct  al. 
M"y  9— Minneapolis.  Minn. — Examiner  Jewell: 
1*344— Canby  Milling  Co.  vs.  O.  St.  P.  M.  &  O.  et  al. 


Mav* — Lo»  Aneeles.  "Cal. — Examiner  Gerry: 
12294— Calivada  Fertilizer  Co.  vs.  Southern  Pacific  et  al. 


May  9 — Salina,  Kan. — Examiner  Early: 

12334 — Freeman .  Grain  Ce.  vs.  Director  General. 
May  10 — Washington,  D.  C. — Examiner  Butler: 

12159 — Consolidated  Press  Assn.  vs.  Western  Union  Telegraph  Co. 
May  10 — New  York,  N.  Y. — Examiner  Carter: 
12382 — Chevrolet  Motor  Co.  of  Texas  vs.  C.  R.  I.  &  P.  et  al. 
12383— Chevrolet  Motor  Co.  of  New  York  vs.  C.  &  E.  I.  et  al. 
12383,  Sub.  No.  1— Chevrolet  Motor  Co.  of  New  York  vs.  C.  &  E.  I. 

et  al. 

May  11 — Chicago,   111. — Examiner  Money: 
I.  and  S.  1316 — Carload  minimum  weight  on  sugar  between  western 

points. 

May  11 — Atlanta,  Ga. — Examiner  Fuller: 

12233— Hudson  Mule  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al.     Such  fourth 
section  departures  as  may  exist  in  the  adjustment  of  rates  will 
be  considered  by  the  Commission  in  the  disposal  of  this  complaint. 
May  11 — Argument  at  Washington,  D    C.: 

11040 — Boston  Wool  Trade  Assn.  vs.  B.  &  A.  et  al. 
May  11 — New  York,  N.  Y. — Examiner  Carter: 
12381 — Chevrolet  Motor  Co.  of  Michigan  vs.   Grand  Trunk  Western 

et  al. 

12395— Chevrolet  Motor  Co.  of  California  vs.  Erie  et  al. 
May  12 — Chicago.  111. — Examiner  Money: 

*S76 — \\'m.  L.  Carney  vs.  Director  General. 
12372— Wm.  L.  Carney  vs.  M.  St.  P.  &  S.  S.  M.  et  al. 
May  12— New  York,   N.   Y.— Examiner  Carter: 
12397— Chevrolet  Motor  Co.  of  Texas  vs.  Michigan  Central  et  al. 
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TACOMA 

PORTLAND 


Vd> 

X; 


Dependable 


Transpacific  Freight  Service 


Frequent 

Coastwise 

Sailings 

Between 

Seattle,  Tacoma, 

Victoria,          Vancouver, 
Portland,   San  Francisco, 
Los  Angeles,   San  Diego, 
and  all  Alaska  Points. 


REGULAR  SERVICE 


From  SEATTLE  To 


FREQUENT  SAILINGS 


Yokohama,  Kobe,  Shanghai,  Hong  Kong,  Manila,  Singapore,  Dairen,  and  'Vladivostock. 

•Vessels  will  make  direct  call  if  offerings  justify. 

SAILINGS  FROM  SEATTLE 

SS  CROSS  KEYS,  June  4  SS  CITY  OF  SPOKANE,  June  27  SS  EDMORE,  July  20 

*SS  WENATCHEE,  June  18  *SS  SILVER  STATE,  July  9  *SS  KEYSTONE  STATE  July  30 

•Combination  freight  and  passenger  (Length  535  feet;  21,000  tons  displacement;  speed  I7X  knots).  _^^ 

REGULAR  SERVICE 


From  PORTLAND  To 


FREQUENT  SAILINGS 


Yokohama,  Kobe,  Shanghai,  Hong  Kong,  Manila  and  Dairen. 
Direct  connections  at  Hong  Kong  with  Feeder  service  to  Saigon,  Singapore,  Samarang.  Soerabaia,  and  way  ports. 

SAILINGS  FROM  PORTLAND 

SS  COAXET,  May  25        SS  MONTAGUE,  June  20        SS  ABERCOS,  July  16        SS  PAWLET/August  11 
Class  A-l  Steel  American  Vessels.     Operators,  United  States  Shipping  Board. 

For  Sailing  Date*,  Kates,  Detailed  Information  Apply  to 

142  South  Clark  Street,  Chicago,  M.  J.  Wright,  Freight  Traffic  Manager,  Seattle 

17  State  Street,  New  York,  L.  L.  Bates,  Foreign  Freight  Agent,  Seattle 
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May  12— Washington.  D.  C.— Examiner  Smith: 

12362— C.  O.  Chevalier  vs.  Director  General. 
May  1Z— Wichita.   Kan.— Examiner  Early: 

12326— The  Wichita   Board  of  Commerce   et  al.   vs.  A.   T.    &   e>.   H. 

123S3^The  Vickers  Petroleum  Co..  Inc..  vs.  A.  T.  &  S.  F.  et  al. 
May  12 — Argument  at  Washington.  D.  C. : 

1147J— The  Ft.  Dodge  Commercial  Club  et  al.  vs.  Ark.  Central  et  al. 

104«1 -Peerless  Coal  Co.  of  Illinois  vs.  A.  T.  &  S.  F.  et  al. 

10461   (Sub.  No.  1)— The  Jones  &  Adams  Coal  Co.  vs.  A.  T.  &  S.  F. 

et  al. 
May  12 — San  Francisco,  Calif. — Examiner  Gerry: 

12306— E.  W.   Falllni  vs.   Sou.   Pac. 

12540 — E.  W.  Falllni  vs.   Sou.  Pac.  et  al. 

12429— Pacific  Guano  and  Fertilizer  Co.,  Inc.,  vs.  Sou.  Pac.  et  al. 
May  13— Kansas  City.  Mo.— Examiner  Keeler: 

I.  and  S.  1323— Transit  privileges  on  export  grain  to  Texas  ports. 
May  13— Argument  at  Washington.  D.  C.: 

11395— The  Gary-Sand- Line  Brick  Co.  vs.  A.  T.  &  S.  F.  et  al. 

11354— Producers'  Refining  Co.  vs.  G.  C.  &  S.  F.  et  al. 

11317— Illinois  Brick  Co.  et  al.  vs.  Pa.  R.  R.  et  al. 
lay  13— Chicago,  111.— Examiner  Money: 

12348— HrigBs  &  Turlvas  vs.  Southern  Ry.  and  Director  General. 
May  13 — Washington.  D.  C. — Examiner  Smith: 

12321 — O   Gilpen.  Langdon  &  Co.,  Inc.,  vs.  Director  General. 

12321  (Sub.  No.  1)— McCormick  &  Co..  Inc.,  vs.  Director  General. 
May  13— San  Francisco.  Calif.— Examiner  Gerry: 

12333— Standard  Oil  Co.  (California)  vs.  A.  T.  &  S.  F.  et  al. 
May  13— Louisville.  Ky.— Examiner  Witters: 

I.  and  S.   1327 — Clam  and  mussel  shells  from  Cloverport  and  other 

Kentucky  points. 
May  14 — Argument  at  Washington,  D.  C.: 

11263 — Consumers'  Ice  Co.  et  al.  vs.  Director  General  and  Pere  Marq. 

11364 — Duquesne  Goal  and  Coke  Co.  et  al.  vs.  P.  &  W.  V.  et  al. 

11873 — Collins  Northern  Ice  Co.  vs.  Director  General. 
May  14 — Chicago.  III. — Examiner  Money: 

12396— Chicago  Bridge  and  Iron  Works  vs.  Erie  et  al.        „„     _    „ 

Portions  of  fourth  section  applications  Nos.   1625,   1774,  1775,   C.   C. 
McCain.  1787,  Erie    R.  R. 

12346— Old  Ben  Coal  Corp.  vs.  Director  General  and  C.  B.  &  Q. 

May  14 — Tampa.  Fla. — Examiner  Fuller: 

12368— Florida  Citrus  Exchange  vs.  Director  General. 
May  14 — Sioux  City,  la. — Examiner  Jewell: 

12380— The  Philip  Bernard  Co.  vs.  C.  &  N.  W.  et  al. 
May  14 — San  Francisco,  Calif. — Examiner  Gerry: 

12361— Grayson-Owen  Co.  vs.  Nev.-Calif.-Ore.  Ry.  et  al. 
May  16 — Argument  at  Washington,  D.  C. : 

11760— Frank  P.  Miller  Paper  Co.  et  al.  vs.  Pa.  R.  R.  et  al. 

11712— Carnation  Milk  Products  Co.  vs.  A.  T.  &  S.  F.  et  al. 

11674 — Hillsboro  Coal  Co.  vs.  C.  C.  C.  &  St.  L.  et  al. 
May  16— Chicago,  111. — Examiner  Money: 

12302 — Armour  &  Co.  et  al.  vs.  Chicago  Junction  Ry.  et  al. 

12283— Wilson  &  Co.,  Inc.,  vs.  C.  &  A.  et  al. 

12176 — Morris  &  Co.,  vs.  Chicago  Junction  Ry.  et  al. 
May  16 — Boston.  Mass. — Examiner  Carter: 

12350 — Minute  Tapioca  Co.  vs.  Boston  &  Maine  et  al. 

12386— North  Packing  and  Provision  Co.  et  al.  vs.  N.  Y.  N.  H.  &  H. 

et  al. 
May  16 — Philadelphia,  Pa. — Examiner  Smith: 

12279 — Atlantic  Refining  Co.  vs.  C.  &  O.  et  al. 

12142 — John   Buckland,   trading  as   National   Slag   Co.,   vs.   Director 

General. 
May  16 — Kansas  City.  Mo. — Examiner  Keeler: 

12369 — Peet  Bros.  Mfg.  Co.  vs.  Director  General. 

12369  (Sub.  No.  1) — Peet  Bros.  Mfg.  Co.  vs.  Director  General. 

12310 — The  Buhler  Mill  and  Elevator  Co.,  Inc.,  vs.  Director  General. 
May  16 — San  Francisco,  Calif. — Examiner  Gerry: 

12347— California  Cotton  Mills  Co.  vs.  Director  General  et  al. 

12341 — Rosenberg  Bros.  &  Co.  et  al.  vs.  Director  General. 
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and   American    Ry. 


Express. 
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12365— Oklahoma  Iron  Works  et  al.  vs.  A.  C.  &  Y.  et  al. 
May  16— Mobile,  Ala.— Examiner  Fuller: 

12287— Gulf  City  Mfg.  Co.  vs.  Director  General. 
May  16— Memphis,  Tenn.— Examiner  Pitt: 

9702— Memphis  southwestern  investigation. 

7304 — City  of  Memphis  et  al.  vs.  C.  R.  I.  &  P.  et  al. 

9927— Railroad  Commission  of  Arkansas  et  al.  vs.  Arkansas  Central 
ct  al 

9886 — Chamber  of  Commerce,  Monroe,  La.,  vs.  Arkansas  &  Louisiana 

10084 — Natchez  Chamber  of  Commerce  vs.  Natchez  &  Southern  et  al. 

6390— Memphis  Freight  Bureau  vs.  St.  L.  I.  M.  &  S.  Ry.  et  al. 

10418 — Arkansas  Jobbers  and  Manufacturers  Assn.  vs.  C.  R.  I.  &  P. 

10419^— Arkansas   Jobbers    and    Manufacturers   Assn.    vs.    Beaumont. 
Sour  Lake  &  Western  Ry.  et  al. 

7250 — Shreveport  Chamber  of  Commerce  et  al.  vs.  A.  &  V.  Ry.  et  al. 
Portions  of  numerous  fourth  section  applications  which  have  been 
consolidated  with  the  above  cases. 
May  17 — Chicago,  III. — Examiner  Money: 

12305— Armour  &  Co.  vs.  O.  B.  &  Q.  et  al. 

12332 — Armour  &  Co.  vs.  D.  L,.  &  W.  and  Director  General. 
May  17 — Birmingham,  Ala. — Examiner  Fuller: 

12324— Wofford  Oil  Co.  vs.  H.  &  B.  V.  et  al. 

12374 — Wofford  Oil  Co.  et  al.  vs.  N.  O.  &  N.  E.  et  al. 
May  17— Philadelphia,   Pa.— Examiner  Smith: 

11528 — Abrasive  Co.  vs.  Grand  Trunk  of  Canada  et  al. 
May  17 — Kansas  City,  Mo. — Examiner  Keeler: 

12197 — Dewey  Portland  Cement  Co.  vs.  A.  T.  &  S.  F.  et  al. 
May  17 — San  Francisco.  Calif. — Examiner  Gerry: 

12389— Crown  Willamette  Paper  Co.  vs.  N.  Y.  C.  et  al. 

12319 — California  Sugar  and  White  Pine  Co.  vs.  Director  General. 
May  17 — Tulsa,  Okla. — Examiner  Early: 

12360 — Empire  Refineries,  Inc.,  et  al.  vs.  Mo.  Pac.  et  al. 
May  17— Salt  Lake  City,  Utah— Public  Utilities  Commission  of  Utah: 

Finance  Docket  36— Application  of  the  Utah  Terminal  Ry.  Co.  for  » 

certificate  of  public  convenience  and  necessity. 
May  17 — Argument  at  Washington,  D.  C.: 

11438 — Swift  &  Co.  vs.  Director  General. 

11923— Forsy the  Leather  Co.  vs.  C.  M.  &  St.  P.  et  al. 

11564— Laclede  Steel  Co.  vs.  C.  &  A.  et  al. 

11434 — Monsanto  Chemical  Works  vs.  Sou.  Pac.  et  al. 

11434  (Sub.  No.  1) — Monsanto  Chemical  Works  vs.  Can.  Pac.  et  al. 

11435 — Monsanto  Chemical  Works  vs.  Wabash  et  al. 
May  18 — Chicago,  111. — Examiner  Money: 

12312— Armour  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 

12282 — Armour  &  Co.  vs.  Beaumont,  Sour  Lake  &  Western  et  al. 
May  18 — Philadelphia,  Pa.— Examiner  Smith: 

11895 — E.  I.  DuPont  de  Nemours  &  Co.  vs.  Director  General. 

12072 — The  Barrett  Co.  vs.  Pa.  R.  R.  et  al. 

12234 — The  Barrett  Co.  vs.  B.  &  O.  et  al. 
May  18 — Birmingham,  Ala. — Examiner  Fuller: 

12342 — Western  Grain  Co.  vs.  L.  &  N.  et  al. 

12384 — Tutwiler  &  Brooks  vs.  Southern  Ry.  et  al. 
May  18 — Tulsa,  Okla. — Examiner  Early: 

12367 — Oklahoma  City  Products  Assn.  vs.  A.  T.  &  S.  F.  et  al. 

12379 — A.  H.  Kerr  &  Co.  et  al.  vs.  Sand  Springs  Ry.  et  al. 
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PRACTICING      BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate    and    Foreign    Commerce 
torlalM  *  CooiueUor 


O«nml  Matun  Brfatlni  to  BUU 
Internal*  and  Foratni  OomnMra 


97!  SPITZER  BLDG. 

age     TOLEDO,  OHIO 


OIOROB  M.  BROWN  OIOROI  L.  BOYUS 

BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Kate  Adjustment! 

and  Practice  before  the  Interstate 

Commerce  Commiuioo. 

Southern  Buildlni.  Wa»hln|t«n,  D.  O 

Telephone  Main  tTM 


GEO.    T.    BELL 

COMMERCE  COUNSEL 

1919-1921,  Executive  Vice-President,  North- 
ern West  Virginia  Coal  Operators'  Associa- 
tion: 1914-1919,  Attorney-Examiner,  Inter- 
State  Commerce  Commission;  1909-1919 
Commerce  Counsel  for  various  commercial 
orR*nlxation«  and  snippers  of  Missouri  River 

Cltl«*B. 

BUILDING.  WASHINGTON.  D.  C. 


CHARLES  H.  LAMPEN 
Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


Hlckoz  Bldg., 


CLEVELAND,  Q. 


CHAS.  E.  COTTERILL 

COMMERCE  COUNSEL 

Suite    1120    Hurt    Building 

ATLANTA,  GA. 

CLYDE  N.  THOMPSON 

INDUSTRIAL  TRAFFIC   MANAGER 

All     Traffic     and     Transportation     matters. 

Traffic  Service  Rendered  on  monthly 

basis.  Correspondence  solicited. 

MOREHEAD,    KY. 


KARL  KNOX  GARTNER 

(For  a  number  of  yean  Attorney  and  fcmnlnxr.  InrtrttaU 
Commerce  Commission,  and  prior  thereto  engaged  In  the 
practice  of  law  at  LoulivlUe,  Ky.) 

Special  attention  to  matters  before  the  Interstate 
Commerce  Commission.  Income  Tax  Umlt,  Federal 
Trade  Commission,  United  State*  Shipping  Board, 
Federal  Court*. 

701-706  WOODWARD  BLDG.,  WASHINGTON 


Wilbur  LaRoe,  Jr. 

Commerce  Counsel 
Southern  Building        Washington,   D.  C. 


EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty   Central   Trust    Building, 

St.  Louis,  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claims. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone,  Main  3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone,  Harrison  8808 


MID-WEST  Box  COMPANY 


Look  for 

the 
Trade  Mark 


Use 

1ST     Triple  Tape 
£  Corners 


Corrugated 
Fibre- Board 
Products 

Solid  Fibre 

Containers 

MID-WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 


GENERAL  OFFICES: 
1337  Con  way  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Kokomo,  Ind. 

We  operate  our  own  boxboard  and  strawboard  mills 
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No  More 

Lost  Shipments 

STOP  your  lost  ship- 
ments; show  con- 
signees your  goods  will 
always  come  through. 
Do  it  with  Duo-Safety 
Shipping  Tags. 
Big  shippers  of  the 
country  have  adopted 
these  tags.  As  a  result 
they  have  no  more  lost 
shipments. 

DUO-SAFETY 
SHIPPING  TAG 

The  Tag  with  the  Safety 
Identification  Stub 

See  the  illustration.  The  stub  always  stays  with  the  ship- 
ment and  carries  your  return  address.  If  the  tag  is  destroyed 
or  mutilated,  the  carrier  merely  notifies  you,  asking  for 
shipping  instructions  and  the  goods  go  forward  promptly. 

Wf  alto  make  coupon  tag*,  work  tag*  and  tag*  for  every  purpoie. 

Main  Office  and  Factory:     Chicago,  Illinois,  U.  S.  A. 

New  York  City  SALES  OFFICES  Los  Angeles,  Cat. 

St.  Louie,  Mo.  Kansas  City,  Mo.  Boston,  Mass.  Cleveland,  Ohio 

Denrcr,  Colo.  Detroit,  Mich.  Rochester,  N.  Y.          Milwaukee,  Wis. 

JNTERNATIONAI/IAG  (Q» 

TAG  SERVICE 


If  Tag  is 
destroyed 


Pacific  Mail  Steamship  Co. 

Under  American  fVag-PASSENGERS  AND  FREIGHT-£.fo67i>/ierf  1848 

TRANS-PACIFIC  SERVICE 

"The  Sunshine  Belt  to  the  Orient" 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 
Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Shipping  Board 

steamers  Golden  State  (May  28th):   and  Empire  State  (July 

23rd):  and  pending  delivery  3  other  U.S.S.  B.  steamers  by  the 

popular  S.  S.  Ecuador  (June  25th)  and  S.  S.  Colombia 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 

Singapore,  Colombo,  Madras,  Calcutta 

Passenger  and  freight  sailings  monthly  by  S.  S.  Creole  State  (May   12th); 
S.S.  Wolverine  State  (June  11th);  Granite  State  (July  12th). 

PANAMA  SERVICE 

San  Francisco,  Los  Angeles  Harbor  to  Mexico,  Guatemala,  Salvador, 
Nicaragua,  Costa  Rica,  Canal  Zone 

Passenger  and  freight  sailings  every  2  weeks 

.SAN  FRANCISCO-BALTIMORE  SERVICE 

San  Francisco,  Los  Angeles  Harbor  to  Central  America,  Norfolk  and 

Baltimore — S.  S.  Venezuela  (June  1st) — (via  Panama  Canal) 

Passenger  and  freight 

SHANGHAI-HONGKONG-CALCUTTA  SERVICE 

Between  Shanghai.  Hongkong,  Saigon,  Singapore,  Penang,  Rangoon, 
Calcutta 

Freight  only.     Sailings  every  ten  days — eight  U,  S.  S.  B.  steamers 

ROUND-THE-WORLD  SERVICE 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Dairen,  Tientsin, 
Shanghai,  Manila,    Saigon,  Singapore,  Calcutta,   Colombo,  Bombay, 

Alexandria,   Bizerta.  Marseilles,   Barcelona,   thence   Baltimore, 

Cristobal,  Los  Angeles  Harbor  and  San  Francisco  (via  Panama  Canal) 

Freight  only.     Monthly  sailings — U.  S.  S.  B.  Steamers 

Through,  bills  of  lading  issued  to  and  from  points  beyond  ports  of  call 
General  Passenger  and  Ticket  office:      621  Market  St.,  San  Francisco 

General  Offices:  508  California  Street.  San  Francisco 

10  Hanover  Square.  N.  Y.      400  Exchange  Place,  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 


The  1921   (Sixteenth  Annual  Edition) 

Exporters'  Encyclopaedia 

MORE  THAN  A  BOOK— A  SERVICE 

READY  for  Immediate  delivery.    The  only  authoritative  and  complete  guide  for 
exporting  manufacturers.    Contains  accurate  detailed  information  on  every 
question  which  can  arise  in  connection  with  an  export  order. 
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Any  Type  of  Car  to  Any 
Specifications 

The  rapid  progress  of  modern  industry  continually  de- 
mands new  types  of  car  construction,  each  calling  for  the 
working  out  of  its  individual  problem. 

Here  is  a  very  unusual  car,  designed  and  built  for  trans- 
porting a  heavy  armature  between  electric  power  plants. 
The  extra  heavy  underframe,  built  up  of  "I"  beams,  is 
mounted  on  trucks  of  140,000  pounds  capacity.  The  detach- 
able steel  hood,  placed  over  the  armature  to  protect  it  against 
moisture,  is  removed  when  the  armature  is  unloaded. 

All  types  of  cars,  box,  flat,  gondola  and  hopper  bottom,  as 
well  as  specialty  cars  for  industrial  and  plant  use,  are  de- 
signed and  built  in  the  three  plants  of  The  General  American 
Car  Company. 

The  vast  fund  of  engineering  data  and  information  accu- 
mulated by  "G  A"  engineers  in  their  long  and  varied  experi- 
ence in  building  cars  not  only  for  all  industries,  but  for 
practically  all  nations,  is  always  at  the  service  of  those  in- 
terested through  consultation,  for  which  no  charge  is  made. 

AL  AMERICAN  GARCioMPAN 

Subsidiary  of  the  General  American  Tank  Car  Corporation 

General  Offices:  Harris  Trust  Building,  Chicago 

Plant*  at:  Eatt  Chicago.  lnd.:  Sand  Sprint i.  Okla.;  Warren.  Ohio 
Sale*  Officei:   17  Battery  Place.  New  York;    24  California  St..  San  Franciico 

Cable  Addreti:  "Gentankar,  Chicago"      All  Code* 


GENERAL  AMERICAN  CARS 
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LUCKENBACH  LINES 

Express  Freight  Service 

U.  S.  Mail  Steamers  Twin  Screw  American  Steamers 

New  York  Hamburg 

New  York  Rotterdam  Amsterdam 

Philadelphia  Rotterdam  Amsterdam 

New  York     )     n        r  i  c       r 

Philadelphia      Port  of  Lo$  Angeles      San  Franc'8CO 

Through  Bills  of  Lading  issued  to  and  from  Hawaiian  Islands  and  North  Pacific  Ports 

GENERAL  OFFICES:  44  Whitehall  Street,  New  York 

CHICAGO,  Marquette  Building  MINNEAPOLIS,  Metropolitan  Life  Building 

T.  J.  McGEOY  C  H.  DRINKWATER 

General  Western  Freight  Agent  Northwestern  Freight  Agent 

Philadelphia  Los  Angeles  St.  Louis  San  Francisco 

Lafayette  Building  Central  Building  Pierce  Building  Merchants  Exchange 


PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  Monthly  Service         A-l  Steamers 

*  MOBILE  to  ANTWERP 

HAVRE  and  BORDEAUX 
and  U.S.  PACIFIC  COAST 

St.  Louis  Office :  Birmingham  Office : 

>ierce  Building  424-425  Chamber  of  Commerce  Bldg. 

IRVING  H.  HELLER,  Manager  GEORGE  C.  McLAUGHLIN,  Manager 
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THE  CUMMINS  INVESTIGATION 

The  investigation  by  the  Senate  committee  on  in- 
terstate commerce  into  the  railroad  situation  started 
auspiciously  this  week  and,  notwithstanding  some  of 
the  limitations  of  the  Cummins  resolution  under  which 
it  is  conducted,  there  is  a  feeling  that  the  purpose  of 
those  behind  it  is  wise  and  that  the  facts  will  be  brought 
out.  If  the  facts  are  brought  out  it  will  be  well,  even 
if  it  be  found  that  there  is  nothing  that  can  be  done, 
for  the  public  needs  the  facts.  By  this  we  do  not  mean 
that  there  has  been  any  attempt  on  the  part  of  the  rail- 
roads or  others  to  conceal  facts,  but  merely  that  the 
public  has  become  confused  by  the  interpretation  put  on 
those  facts  by  persons  who  do  not  think  straight  or 
who  have  spoken  without  sufficient  information.  Those 
persons,  as  well  as  the  public,  need  the  education  that 
an  inquiry  of  this  sort  may  furnish.  The  attitude  of  the 
railroads,  as  expressed  by  Mr.  Cuyler,  chairman  of  the 
Association  of  Railway  Executives,  is  all  that  could  be 
asked. 

Mr.  Kruttschnitt,  of  the  Southern  Pacific,  made  an 
able  presentation  of  the  situation  from  the  railroad  point 
of  view  and  the  things  that,  in  his  opinion,  may  be  done 
to  help.  In  this  he  did  not  neglect  to  mention  some 
things  that  the  railroads  themselves  may  do  or  are  try- 
ing to  do.  He  mentioned  one  thing  that,  though  it  may 
have  been  in  the  minds  of  those  thinking  about  the  rail- 
road problem,  has  received  little  discussion.  That  is 
the  help,  amounting  practically  to  subsidy,  that  is  given 
by  the  government  to  various  agencies  that  compete 
with  the  railroads  as  carriers  and  the  lack  of  restrictive 
regulation  that  is  imposed  on  them.  One  reason  that 
little  has  been  said — at  least  lately — is  that  until  re- 
cently the  railroads  were  supposed  to  be  so  burdened 
with  business  that  to  take  some  of  it  away  from  them 
was  considered  a  favor,  and  during  the  war  especially, 
the  cry  was  to  increase  transportation  facilities  by 


every  possible  means.  It  is  true  that  Mr.  Kruttschnitt 
says  that  at  no  time  has  his  own  system  been  over- 
burdened with  traffic  but,  certainly,  that  is  not  repre- 
sentative of  the  whole  situation,  at  least  as  it  was  al- 
lowed to  appear  by  the  railroads. 

We  are  not  now  concerned  with  the  question  of 
whether  the  Panama  Canal  ought  to  have  been  built ; 
whether  the  government  ought  to  take  under  its  wing 
a  merchant  marine ;  whether  there  ought  to  be  help  for 
inland  waterways  by  Congressional  appropriations  for 
river  improvements;  or  whether  the  government,  state 
and  national,  ought  to  expend  public  funds  for  high- 
ways used  by  motor  truck  carriers.  Admit  that  all  these 
things  ought  to  be  done,  we  still  have  the  question  of 
whether  it  is  fair  to  the  rail  carriers  to  help  all  these 
agencies  in  competition  with  them  and  then  expect  them 
to  thrive.  The  point  raised  by  Senator  Cummins  that 
the  government  once  helped  the'  railroads  by  gifts  of 
land  is  beside  the  mark.  That  water  is  over  the  dam. 
The  situation  is  what  it  is  today  whether  the  railroads 
once  obtained  aid  from  the  government  or  not.  Nor  is 
the  problem  a  sentimental  one.  We  are  now  trying  to 
maintain  our  railroads  as  "private  enterprises  under  gov- 
ernment regulation.  Can  we  do  that  and  to  what  ex- 
tent can  we  do  it  if  we  lend  government  aid  to  compet- 
ing agencies?  Congress  may  well  go  into  that  phase 
of  the  problem. 


ONE  TROUBLE  WITH  KANSAS 
Some  years  ago  William  Allen  White  asked,  and 
attempted  to  answer,  the  question,  "What's  the  matter 
with  Kansas?"  If  the  question  were  to  be  asked  now 
we  could  at  least  assist  in  compiling  the  answer  by  sug- 
gesting, "Senator  Capper."  In  the  Senate  a  few  days 
ago  he  discussed  at  length  the  railroad  rate  situation, 
his  discourse  being  characterized  by  the  usual  senatorial 
method  of  stating  a  lot  of  facts  and  alleged  facts  and 
then  drawing  false  conclusions  from  them.  The  speech 
doubtless  answered  the  purpose  of  the  Senator,  being 
probably  meant  for  consumption  by  the  many  farmer 
and  other  constituents  who  had  memorialized  their 
spokesman  in  the  Senate,  pleading  for  lower  freight 
rates.  But,  though  it  may  have  made  the  stateman 
"solid"  with  those  who  elected  him  and  may  be  called 
on  to  do  it  again,  it  does  not  answer  the  acid  test  that 
should  be  applied  to  such  speeches  before  they  are  made. 
The  question  should  be,  not  whether  the  folks  back 
home  will  be  pleased,  but  whether  the  presentation  of 
facts  is  correct  and  the  conclusions  drawn  from  the  facts 
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To  the  Industrial  Traffic  Manager 

lorlhern 
serves  HnlfDOil  Iflobile  &  iBewOrleans 


ITS  SPECIALTY:  Dependable  Freight  Service. 

ITS  AMBITION:  To  serve  you. 

ITS  INVITATION:  To  try  the  route. 

IN  RETURN :  Courteous  treatment,  expedited 
service  and  a  personal  interest  in  your 
shipments  from  origin  to  destination. 


"THE    ROAD    OF    SERVICE" 


GULFPORT,  MISSISSIPPI 

Offers  to  exporters  and  importers  an  unexcelled 
shipping  service. 

Very  low  port  charges  and  good  labor  conditions 
combined  with  expeditious  and  careful  handling. 

All  export  and  import  shipments  moving  through 
this  port,  routed  via 

GULF  AND  SHIP  ISLAND  RAILROAD 

from  and  to  interior  points  will  receive  our  care- 
ful attention. 

Information  as  to  sailings  and  rates  will  be  fur- 
nished on  inquiries  addressed  to 

T.  E.  HARRIS,  Traffic  Manager, 

GULF  AND  SHIP  ISLAND  RAILROAD,  GULFPORT,  MISSISSIPPI 
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u-al  ami  wise.  Senator  Capper  would  do  a  better 
lervice  to  his  community  and  to  the  public  at  large  if, 
inMead  of  voicing  unthinkingly  the  pleas  and  theories 

'.hose  who  write  to  him,  he  would  study  the  situa- 
tion intelligently  and  attempt  to  set  h«s  constituents 
right. 

His  first  error  is  in  placing  on  the  high  freight 
rates  a  large  part  of  the  blame  for  the  business  depres- 
sion. His  second  is  in  blaming  the  railroads  for  those 
high  rates. 

We  have  tried  earnestly  to  show  that,  though  high. 
Height  rates  are  doubtless  a  factor  in  causing  stagnation 
of  business— just  as  any  other  element  of  high  cost  is 
a  factor  in  making  it  difficult  to  do  business— th,*y  are 
I'}  no  means  the  principal  or  controlling  cause  and  thai, 
»o  matter  how  much  or  how  little  they  hamper  bus^ 
ncs.-.  they  cannot  be  reduced  until  tonnage  in  increase^, 
or  railroad  cost  of  operation  is  reduced,  or  both^.  In 
this  statement  we  give  due  consideration  and  credence 
to  assertions  that  on  some  commodities  and  in  some 
localities  rates  are  so  high  as  actually  to  hamper  or 
throttle  business  and  that  in  many  cases  the  increases 
in  rates  brought  about  by  the  Commission's  decision 
in  Ex  Parte  No.  74  have  worked  injustices  and  dis- 
criminations. The  answer  to  this  is  that  it  is  the  duty 
of  the  Commission  to  iron  out  injustices  and  discrimina- 
tions when  such  cases  are  presented  to  it  and  that,  if 
the  railroads  will  not  or  do  not  voluntarily  co-operate, 
the  Commission  can  and  will  make  them  adjust  rates; 
and  that,  where  the  present  rates  actually  result  in  a 
falling  off  in  business,  that  fact  can  be  shown,  and,  if 
it  be  shown,  the  railroads  will  willingly  reduce  rates  or 
the  Commission — if  the  railroads  are  blind  to  their  own 
interests — will  make  them  reduce. 

The  only  other  point  to  be  met  is  the  one  that  a 
general  reduction  in  rates  would  so  stimulate  business 
that  the  revenues  of  the  carriers  would  be  increased. 
That,  of  course,  could  be  only  a  guess,  but  we  have 
tried  to  show  that  it  is  a  bad  one.  Our  idea  is  that  a 
reduction  of  rates  to  the  level  existing  before  the  de- 
cision in  Ex  Parte  74  would  not  restore  the  volume  of 
traffic  that  was  moving  then-  and  that,  even  if  it  did, 
the  revenue  of  the  carriers  would  not  be  as  great  as  it 
is  now  with  the  high  rates  and  the  smaller  volume  of 
tonnage.  It  must  not  be  forgotten  that  the  rates  were 
increased  by  the  law  and  the  Commission's  action  under 
the  law  for  the  purpose  of  giving  the  carriers  more  rev- 
enue, and  they  are  not  earning  anything  like  the  return 
that  was  intended.  We  insist,  therefore,  that  those  who 
try  to  make  it  appear  that  there  must  be  a  general  re- 
duction of  freight  rates  in  the  interest  of  business  re- 
vival, instead  of  confining  their  efforts  for  reduction  to 
specific  instances  that  have  merit,  are  doing  more  dam- 
age than  they  realize  by  giving  the  public  a  false  idea 
of  the  facts,  and  that  they  are  either  speaking  for  ef- 
fect, knowing  that  they  are  wrong,  or  in  an  ignorance 
which,  in  a  public  man,  is  just  about  as  wicked  as  actual 
intent  to  mislead. 

But,  whether  the  rates  are  too  high  or  notr  where 
does  Senator  Capper  get  his  license  for  holding  the  rail- 
roads_up  as  profiteers?  In  the_first  place,  they  are  not 


making  money.  Anybody  fonow.s  tha{  who  l^n^ws  any- 
thing about  railroads  or  the  railroad  situation.  Senator 
Capper  must  know  it  also,  though  one  would  hardly 
think  so  from  what  he  says.  In  the  second  place,  they 
are  not  responsible  for  the  present  rates  except  as,  by  re- 
quest of  the  Commission,  they  submitted  estimates  to 
assist  the  Commission  in  arriving  at  a  decision  under 
tne  law.  The  law  prescribes  what  net  income  the  Com- 
mission must  prescribe  for  the  carriers  and  \fa  pre*<- 1 ii 
1(  V('l  of  rates  represents  the  idea  of  the 


. 

to  what  is  necessary  tn  produce  that  income.  It  is  non- 
sense to  say,  as  Senator  Capper  says,  that  the  railroads 
have  their  fate  in  their  own  hands,  and  that  that  fate  de- 
pends on  their  putting  traffic  charges  on  a  "live-and- 
let-live  basis."  In  the  first  place,  the  railroads  are  right 
in  insisting  that  the  present  level  of  rates  is  justified 
by  their  high  operating  costs  and  their  theory  that  lower 
rates,  generally  speaking,  would  mean  no  more  business 
and  smaller  profits.  In  the  second  place,  the  decision 
is  not  with  them  nor  even  with  the  Commission.  It  is 
with  Congress,  of  which  Senator  Capper  is  a  member, 
which  enacted  the  law  requiring  the  Commission  to 
make  rates  that  would  net  the  carriers  a  certain  per 
cent  on  their  valuation.  The  only  possible  room  for 
argument  under  the  present  law  is  as  to  whether  lower 
rates  generally  would  produce  more  business  and  more 
profit  and  as  to  specific  cases  in  which  it  may  be  alleged 
that  the  rates  are  so  high  as  to  prevent  business  from 
moving  or  so  unfairly  adjusted  as  to  work  discrimina- 
tion. 

Having  incorrectly  diagnosed  the  situating.  Senator 
Capper  proceeds  to  prescribe  the  wrong  remedy.  —  wrong 
even  on  the  theory  that  his  diagnosis  is  correct.  He. 
would  repeal  the  rate-making  section  of  the  transporta- 
tion act  which  instructs  'the  'Commission 


that  will  produce  a  certain  net  revenue  for  the  carriers. 
Whether  this  section  of  the  law  be  wise  or  unwise  fand 
our  readers  know  we  think  no  better  of  it  than  some 
others  think)  it  certainly  is  not  the  cause  nf  th<»  prpg. 
ent  plight  of  the  carriers,  as  we  have  many  timps  pninfpj, 
QUt_  It  is,  of  course,  the  direct  cause  of  the  present 
high  rates  and  if  those  rates  are  the  cause  of  our  ills, 
as  Senator  Capper  would  have  us  believe,  then  the  law 
is  to  blame.  But  if  we  are  to  include  as  a  part  of  the 
railroad  problem  to  be  solved  by  what  we  do  now,  the 
necessity  of  the  carriers'  earning  a  proper  revenue  and 
their  failure  now  to  do  so,  the  law  is  not  to  blame. 
They  are  not  earning  anywhere  near  the  revenue  the 
law  contemplated  in  this  rate-making  section.  It  might 
as  well  say  two  per  cent  or  three  per  cent  as  six  per 
cent,  for  the  carriers,  under  it,  are  not  earning  two  per 
cent  or  three  per  cent.  There  may  be  some  sort  of 
logical  process  in  Senator  Capper's  reasoning  if,  as  he 
says,  he  advocates  the  repeal  of  this  section  on  the 
ground  that  on  it  the  Commission  bases  its  claim  to 
authority  over  intrastate  rates,  but  mere  logic  is  all  that 
could  be  claimed  for  it.  Repealing  a  law  that  is  meant 
to  assure  adequate  revenue  to  the  carriers  merely  in 
order  that  the  Commission  may  not  have  authority  over 
intrastate  rates  would  seem  to  be  much  like  the  Chinese 
process  described  by  Charles  Lamb  of  burning  down 
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tin-  house  in  order  to  get  roast  pork.  The  process  was 
l,,.;K-:il  and  it  accomplished  its  end,  but  it  had  nothing 
else  to  commend  it. 

Then  comes  Senator  Capper  with  perhaps.  ost, 

..'.,:..  ,       wnership    unless    die    railroad* 

jheirjosses  and   ™liire  rates.      By    what    magic 


process  does  the  Senator  think  the  government  can  run 
the  railroads  at  a  profit  when  their  present  owners  can- 
not do  so?  It  did  not  do  so  when  it  took  them  over 
for  war  purposes  and  it  could  not  do  so  at  any  other 
time  True,  the  government  would  not  need  to  make 
a  profit,  but  it  would  at  least  have  to  pay  expenses, 
either  by  means  of  tariff  rates  or  by  means  of  general 
taxation.  Those  who  prefer  taxes  for  everybody  rather 
than  the  payment  of  transportation  charges  by  those 
who  buy  the  transportation,  may  prefer  government 
ownership  or  operation,  but,  even  so,  we  fail  to  see  how 
government  operation  is  a  solution  of  our  present  diffi- 
culty. 

It  is  most  devoutly  to  be  wished  that  the  learned 
gentlemen  who  are  discussing  this  subject  with  so  much 
.  would  study  it  a  little  and  devote  their  influ- 
to  bringing  about  a  real  solution.     It  is  as  plain  as 

he  that  the  high  level  of  freight  rates  is,  at  most, 
a  minor  fac^r  '"  the  business  slump;  that  it  c.an.- 
t  be  reduced  until   railroad  poerating-  costs  are_i£i 


or  tonnage  increased,  or  both:  that,  though  there 

are  specific  cases  of  rates  that  are  too  high  or  badly 
adjusted,  these  should  be  taken  up  individually  and  not 
used  as  illustrations  to  prove  a  wrong  theory.  The  end 
that  should  be  worked  to  is  a  reduction  in  operating 
costs.  Congress  should  devote  itself  to  investigations 
along  that  line. 


LOSS  TO  THE  GOVERNMENT 


It  is  the  official  estimat 
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?l,>i,  .uiiu.ijim.     That    is   ?3mi,mMi,000   more   than  the  estimate 
;,i:  in,  :     liircclor-dcncral    l!ines_. 

This  estimate  <>f  loss  is  ]>ai-t  of  the  report  made  to  the 
committee  on  appropriations  by  Director-General  Davis,  to  show 
the  progress  that  has  been  made  in  settling  the  claims  of  the 
railroad  companies,  the  properties  of  which  were  taken  over 
and  operated  by  the  government.  The  report  is  intended  to 
show  the  status  of  the  work  of  settling  the  disputes  between 
the  Railroad  Administration  and  the  carriers  arising  out  of  or 
incident  to  federal  control. 

The  report  shows  there  were  555  separate  properties  taken 
over  by  the  government,  with  which  adjustments  must  be  made. 
In  addition  to  these  properties,  there  are  855  short  line  rail- 
roads, each  making  claim  for  adjustment  covering  the  first  six 
months  of  federal  control,  from  January  1  to  June  30,  1918;  on 
which  latter  date  these  lines  were  formerly  relinquished. 

Up  to  this  time  149  companies  have  filed  their  claims  on 
final  settlement  with  the  Railroad  Administration.  This  repre- 
sents about  33.5%  in  number  and  about  58.5%  in  mileage  of 
the  entire  number  of  properties,  excluding  the  Short  Lines. 
The  aggregate  amount  of  claims  filed  to  date  is  $633,708,281, 
and,  if  the  remaining  claims  are  filed  on  the  same  general  lines 
as  the  claims  already  filed,  the  total  amount  of  claims  will  ag- 
gregate about  $1,250,000,000. 

Up  to  May  1,  1921,  forty-seven  roads  have  been  settled  with. 
The  aggregate  amount  claimed  by  the  forty-seven  roads  was 
$124,040,867.  These  claims  have  been  settled  on  the  basis  of 
about  40%  of  the  face  of  the  claims. 

In  the  aggregate  claims  filed,  amounting  to  $633,708,281, 
$359,000.000  represents  claims  for  undermaintenance,  $183,000,000 
for  undfrmalntpnance  of  way,  and  $176,000,000  for  undermain- 
tenance of  equipment.  It  is  estimated  that,  when  the  carriers 


have  all  filed  their  claims,  the  undermaintenance  will  aggregate 
between  $700,000,000  and  $800,000,000.  In  the  settlements  al- 
ready made  but  a  small  percentage  of  undermaintenance  claims 
have  been  recognized. 

Marked  differences  have  arisen  between  the  Administration 
and  the  carriers  as  to  the  liability  of  the  Administration  for 
undermaintenance.  Up  to  this  date,  the  companies  which  have 
settled  have  adopted  the  theory  of  the  Administration.  The 
aggregate  of  these  differences  is  large,  amounting  to  several 
hundred  million  dollars,  and  it  may  be  necessary  to  obtain  the 
opinion  of  the  Supreme  Court  of  the  United  States  before  final 
adjustment  is  made  with  some  of  the  companies. 

Director-General  Hines  estimated  that  the  loss  to  the  gov- 
ernment in  operation  during  the  period  of  federol  control  would 
be  $900,478,756.56.  Because  of  claims  which  have  arisen  that 
were  not  considered  by  Mr.  Hines,  and  the  underestimate  made 
in  the  allowance  for  maintenance,  fire  losses,  additions  and  bet- 
terments made  solely  for  war  purposes,  and  other  accounts,  it 
is  the  estimate  of  the  present  Director-General  that  the  operat- 
ing loss  to  the  Administration  will  be  about  $1,200,000,000. 

It  also  appears  that  the  Railroad  Administration  has  assets  i 
aggregating   $430,930,138.08   composed   of   negotiable   obligations  I 
of  the  various  carriers.     These  consist  of  equipment  trust  obli- 
gations and  notes  and  bonds  taken  by  the  Railroad  Administra-  J 
tion  during  the  period  of  federal  control. 

The  controlling  reason  why  more  settlements  have  not  been  r 
made   has   been   the   delay  of  the   carriers   in   filing  their  final  I 
claims.     Practically  no  such  claims  were  filed  during  the  calen- 
dar year  1920. 

In    concluding   the   report,    the    Director-General    gives    the  ; 
following  summary  of  the  situation: 

I  have  no  desire  to  exaggerate  the  importance  or  the  complexities 
of  making  this  final  adjustment  of  the  twenty-six  months  of  federal 
control  and  operation  of  the  transportation  systems  of  the  country. 
It  is  undoubtedly  the  greatest  adjustment  between  one  tenant  and 
over  five  hundred  landlords  that  has  ever  occurred.  A  brief  repeti-  I 
tion  of  familiar  figures  emphasizes  this. 

The  railroads  constituted  an  immense  industrial  plant,  comprising, 
in  round  numbers,  250,000  miles  of  main  line,  with  all  of  the  Innumer- 
able structures  which  go  to  make  up  an  operating  railroad — shops, 
yards,  round  houses,  machine  shops,  storehouses,  bridges,  and  the 
like;  2,500.000  freight  cars,  in  all  stages  of  repair;  66,000  locomotives; 
55,000  passenger  cars;  some  $600,000,000.00  of  materials  and  supplies  I 
scattered  over  the  many  lines  of  road,  with  no  inventory  taken  at  the 
time;  555  separate  companies,  with  nearly  2,000,000  employes;  the  gross 
earnings  of  the  properties  for  the  year  ending  December  31,  1917,  over 
$4,000,000.000.00,  with  net  earnings  for  the  same  period  of  nearly 
$1,000,000,000.00.  and  the  entire  value  of  the  property  estimated  at 
from  $15,000,000,000.00  to  $20.000,000,000.00.  This  property  was  operated 
under  the  abnormal  conditions  of  a  world  war.  The  demand  for  labor  ' 
and  materials  in  all  industrial  enterprises  was  greatly  in  excess  of 
the  supply.  In  the  effort  to  combine  this  stupendous  aggregate  of  in- 
dependent lines  into  a  single  and  co-ordinating  concern,  much  of  the 
operating  property  of  the  individual  carriers  was  inextricably  inter- 
mingled. The  adjustment  and  straightening  out  of  this  wonderful  I 
adventure  on  the  part  of  the  government  presents  for  solution  novel, 
complex  and  important  questions  wholly  without  precedent. 

The  government  took  this  great  plant  over  night.    It  was  taken  at  i 
a  time  when  serious  and  almost  unprecedented  winter  weather  greatly 
embarrassed  and  increased  the  expense  of  operation,   and  at  a  time 
when  congestion  of  traffic,   largely  brought  about  by   unusual  exigen-  ! 
cies   in  the  business  incident  to  the  war,   and   priority  orders  of  war  I 
material  intended   for  export,   had   in   effect   practically  broken   down  | 
the    ordinary    efficiency    of    railroad    transportation,    especially    those  I 
eastern  lines  connecting  with  Atlantic  ports. 

The   property   was   in    all   stages   of   obsolescence.      It   was   taken  i 
under  a  proclamation  issued  by  the  President,  who,  in  a  statement  of  1 
even  date  with  the  proclamation,  declared  that  he  would   recommend 
to  Congress  the   passage  of  a  law  providing   "that  the  railway  prop-  I 
erties  will  be  maintained  during  the  period  of  federal  control  in  sub- 
stantially as  good  repair  and  as  complete  equipment  as  when  taken 
over  by  the  government." 

The  Congress,  following  this  recommendation,  in  the  Federal  Con- 
trol Act,  provided  that  the  standard  contract  should  contain  such 
provisions  "as  may  be  requisite  in  order  that  the  property  of  each 
carrier  may  be  returned  to  it  in  substantially  as  good  repair  and  in 
substantially  as  complete  equipment  as  it  was  in  at  the  beginning  of 
federal  control." 

Most  of  the  roads  entered  into  standard  contracts,  the  terms  of  i 
which  attempt  to  provide  rules  by  which  the  questions  of  upkeep  shall 
be  determined.  It  is  differences  of  opinion  as  to  the  construction  of 
these  rules  from  which  arises  most  of  the  controversies  between  the 
Railroad  Administration  and  the  carriers  in  carrying  out  final  Set- 
tlements. 

In  conclusion,  I  want  to  suggest  and  emphasize  that  in  reaching 
final  settlements  the  disputes  to  be  adjusted  between  the  carriers  and 
the  administration  are  not  mere  matters  of  accounting,  to  be  settled 
by  the  application  of  fixed  and  definite  rules  that  may  be  followed  !>•• 
accountants  or  statisticians,  hut  every  settlement  presents  serious 
practical  questions,  many  of  them  new  and  novel,  that  can  only  be 
fairly  determined  by  men  on  both  sides  who  have  had  actual"  and  I 
extensive  railroad  experience  in  the  field." 

Director-General  Davis  has  suggested  to  the  House  com- 
mitte  on  appropriations  that  one  way  of  enabling  the  Railroad  i 
Administration  to  meet  its  obligations  without  an  additional 
appropriation  would  be  for  the  Secretary  of  the  Treasury  to  be 
authorized  to  take  over  the  railroads'  evidences  of  indebtedness 
to  the  government  and  held  by  the  Railroad  Administration. 
Such  a  plan  would  mean  that  the  Treasury  would  pay  the  Rail- 
road Administration  the  amount  of  the  railroad  securities.  The 
Railroad  Administration  now  has  about  $430,000,000  of  such 
securities.  In  the  event  this  is  not  done,  Mr.  Davis  said,  an 
appropriation  of  $200,000,000  will  be  necessary  for  the  fiscal  vear 
1922. 
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THE    TRAFFIC     WORLD 


Current  Topics 

in  Washington 


President  Harding  Has  No  Swank. — Kvery  town  on  earth 
|in>liiil>ly  has  some  one  thing  to  talk  about  that  none  of  its 
iiliors  has.  Washington  is  no  exception  to  the  rule.  Presi- 
dent llardin.n's  extreme  humannesB  is  the  thing 'that  Washing- 
ton is  talking  about.  The  English  would  say  he  has  no  "swank" 
in  ".side"  about  him,  and  it  is  quite  all  right  to  quote  to  him 

:il)onliiiiiic  olllcial  to  show  the  head  official  that  he  la  mis- 
taki'ii.  Washington  thinks  that  is  worth  while  talking  about,  be- 
cause President  Wilson  did  not  seem  to  relish  any  suggestion  that 

niiKlit  be  making  an  error  in  any  matter.  Another  point  of  dl- 
ference  Hiat  Washington  talks  about  is  that  Harding  does  not  ap- 
pear to  think  it  a  lowering  of  his  dignity  to  suggest  that  he  is  not 
tin-  man  to  talk  to  about  a  given  subject.  "Ask  Hoover  about  that," 
or  "Ask  Hughes  to  tell  it  to  you,"  is  a  common  method  of  his  for 
setiini;  li.ulu  a  man  who  comes  to  him  to  talk  about  radio  or 

inn  affairs.  The  President  seems  to  think  his  cabinet  offi- 
cers hold  their  places  because  they  know  more  about  particular 
subjects  than  he,  and  it  does  not  shame  him  to  confess  that  he 
knows  less  about  the  technical  part  of  radio  communication 
than  the  engineer  member  of  his  cabinet,  or  fewer  of  the  de- 
tails of  foreign  affairs  than  the  Secretary  of  State.  That  attitude 
gives  joy  to  the  news  gatherers.  They  can  go  to  the  cabinet 
officers  with  part  of  a  "story"  they  have  heard,  without  fear 
of  having  the  cabinet  officer  confess  that  his  lips  are  sealed 
by  higher  authority,  or  make  a  pretense  that  he  is  of  the  opinion 
that  civilization  would  be  rocked  were  he  even  to  give  a  hint 

o  the  "low  down"  or  the  "straight"  of  a  matter.  There  is  a 
suspicion  that  on  account  of  this  humanness  on  the  part  of  the 
chief  executive  (the  President  seems  to  like  that  title  better 
than  that  of  President)  if  Mr.  Harding  ever  thinks  it  desirable 
to  "put  over"  something  on  the  country  he  will  be  able  to  do 
so  with  comparative  ease,  either  by  telling  it  to  a  large  num- 
ber with  the  seal  of  secrecy,  or  by  the  simple  device  of  say- 
ing nothing  to  anybody  until  the  decision  is  made  and  ready 
for  announcement. 


Improvement  in  Railroad  Revenue. — An  ordinary  medical 
doctor,  by  looking  at  the  reports  of  revenues  and  expenses  of 
steam  roads  that  are  made  to  the  Commission  every  month,  and 
applying  the  rule  he  applies  when  he  looks  at  the  epidermis 
of  the  child,  would  say  that  their  condition  improved  in  March. 
The  red  rash  that  appeared  on  the  reports  of  nearly  all  roads 
in  January  and  February  was  decidedly  less  noticeable  in  March. 
Red  is  the  sign  of  danger  to  the  diagnostician,  whether  he  be 
medical  or  financial.  The  figures  "in  red"  in  the  January  and 
February  reports  must  have  caused  some  strain  on  the  bi-chrome 
typewriter  ribbons.  The  men  to  whom  the  reports  are  sent 
guaged  the  character  of  the  March  summary  of  the  results  of 
operations,  by  noting  whether  there  was  as  much  employment 
for  the  red  ribbon  as  in  the  prior  months.  Unofficial  reports 
indicate  that  April  showed  a  similar  improvement,  so  that  if 
there  can  be  a  settling  down  to  the  conviction  that  there  can 
be  no  general  reduction  in  freight  rates,  the  unemployment  of 
the  red  typewriter  ribbon,  well  informed  traffic  managers  be- 
lieve, can  be  made  absolute  in  a  short  time. 


Abolition  of  Labor  Board  and  Trade  Commission. — Some  of 
those  who  apparently  have  not  much  to  do  these  spring  days  ap- 
pear to  have  added  the  Railroad  Labor  Board  to  the  list  of 
things  they  hope  or  expect  the  Harding  administration  to  abol- 
ish, by  exerting  its  influence  with  Congress.  The  Federal  Trade 
Commission  has  long  been  on  the  list  of  certain  senators  for 
abolition.  They  did  not  care  much  for  it  when,  as  some  have 
suggested,  they  assented  to  the  creation  of  the  trade  body  as 
a  concession  to  the  late  Senator  Newlands.  He  advocated  and 
worked  for  the  creation  of  the  trade  body  on  the  theory  that 
business  should  have  a  place  to  which  it  could  go  in  Washing- 
ton, lay  bare  its  secrets,  and  obtain  a  ruling  that  the  thingi 
proposed  would  not  be  in  violation  of  the  anti-trust  laws,  or  ob- 
tain absolution  on  a  promise  to  reform,  should  the  trade  body 
be  of  the  opinion  that  the  supplicant  had  sinned.  Those  favor- 
ing its  abolition  believe  that,  instead  of  having  been  a  help  to 
business,  it  has  been  a  hindrance.  The  trade  body  has  made  a 
number  of  reports,  which  whole  industries,  regardless  of  whether 
the  units  were  parts  of  so-called  trusts  or  otherwise,  have  sav- 
agely criticized  as  unfair  and  misleading.  It  has  few  friends 
among  the  trade  or  class  publications  of  the  country.  Whether 
the  publications  reflect  the  views  of  the  elements  in  the  in- 
dustries that  need  to  be  checked,  or  otherwise,  the  ordinary 
man  in  Washington — meaning  the  ordinary  congressman, 
whether  senator  or  representative — seems  unable  to  find  out. 
The  meat-packing  and  oil  refining  industries  are  among  the 
most  prominent  of  those  that  seem  unable  to  speak  respectfully 
about  the  Trade  Commission.  Time  was,  it  may  be  suggested. 


when  no  railroad  president,  in  the  privacy  of  his  office,  spoke 
i' spcctfully  about  the  Interstate  Commerce  Commission.  Many 
of  them  spoke  publicly  in  terms  of  derision.  Hut  those  were 
ihi'  ila\s  when  the  Commission  did  not  have  any  real  power. 
The  growl  at  the  Railroad  Labor  Board  Heems  to  be  that  it  In 
factlonally  organized,  and  that  that  brings  about  claim  conscious- 
ness  when  the  Board  ought  to  be  thinking  only  of  the  greatest 
good  for  the  greatest  number. 


Allowances  to  Tap  Lines. — The  Commission's  decision  In  the 
complaints  of  the  Three  Lakes  Lumber  Company  against  the 
Washington  Western  and  the  Swift  Lumber  Company  against 
the  Kern  wood  &  Gulf  suggest,  to  those  who  have  followed  the 
tap  line  and  Industrial  railway  cases,  that,  step  by  step,  the 
Commission  is  wakelng  up  to  the  issue  whether  the  law  really 
gives  it  power  to  say  that,  because  a  little  railroad  Is  owned 
by  a  shipper,  It  is  not  entitled  to  through  route  and  joint  rate 
arrangements  with  the  trunk  lines,  but  that  Us  patrons,  both 
proprietary  and  non-proprietary,  must  be  on  the  basis  of  some- 
thing over  the  junction  point  rates  or  that  the  allowance  to  the 
proprietary  railroad  must  be  kept  below  a  reasonable  return  on 
the  money  invested  simply  because  that  money  was  furnished 
by  a  shipper.  In  the  matter  of  allowances  to  owners  of  private 
cars  and  allowances  for  loading  and  unloading  cattle,  the  Com- 
mission has  been  constrained  by  the  facts  to  hold  that  com- 
pensation for  such  facilities  and  services  must  come  nearer  just- 
ness. The  old  idea  that  stockyards  and  private  cars  were  neces- 
sarily devices  for  obtaining  rebates  has  nearly  disappeared.  Yet, 
if  the  money  for  such  facilities  had  been  furnished  by  common 
carrier  companies,  it  is  believed,  the  Commission  would  not 
think  of  holding  down  their  compensation  to  the  figures  It  has 
allowed.  The  distress  of  the  railroads  and  the  comparative  af- 
fluence of  the  packers  and  other  owners  of  private  cars,  and 
the  fact  that  unless  the  latter  provided  such  facilities  they  would 
not  be  able  to  do  business,  may  be  an  excuse  for  keeping  the 
allowances  down  to  the  bone,  so  that  there  is  practically  no 
return  on  the  capital  investment.  It  is  suspected,  however,  that 
some  day  there  must  be  a  settlement  of  the  question  whether, 
because  a  shipper  is  rich  enough  to  furnish  facilities,  he  must 
do  so  for  compensation  less  than  the  railroads  themselves  used 
to  earn  on  such  facilities  before  government  operation  upset 
everything. 


Private  Car  Equipment. — One  of  the  surprising  things  is  that 
no  class  of  shippers  has  sought  an  order  from  the  Commission 
directed  to  a  carrier  or  all  carriers  to  furnish  the  kind  of  equip- 
ment the  oil  man  and  the  packers  have  provided  for  themselves. 
The  authority  to  issue  such  orders  is  more  than  a  year  old. 
When  the  Pennsylvania  Paraffine  Works  case  was  decided 
against  that  company,  the  oil  people  talked  as  if  they  intended 
to  use  every  possible  method  for  forcing  the  railroads  to  buy 
tank  cars  for  moving  petroleum,  and  do  it  without  delay.  But 
there  has  been  hardly  a  whisper  on  the  subject.  The  shippers 
of  oil  seem  to  be  satisfied  to  allow  things  to  go  on  as  they 
were  before  the  Commission  obtained  power  to  require  the  pur- 
chase of  such  special  type  equipment  and  no  packer  has  filed 
complaint  that  the  failure  of  carriers  to  furnish  brine  refriger- 
ator cars,  such  as  are  needed  for  the  carriage  of  fresh  meats, 
has  put  him  at  an  unlawful  disadvantage  in  the  competition  with 
some  rival.  Of  course,  the  railroads  have  not  been  rolling  in 
wealth  since  the  relinquishment  of  their  property  by  the  gov- 
ernment. Carrier  proverty,  however,  has  not  kept  shippers  from 
filing  complaints  against  rates  and  practices,  which,  if  success- 
ful, would  have  the  effect  of  taking  money  from  the  needy  rail- 
roads, just  as  effectually  as  an  order  to  acquire  cars.  Possibly 
the  answer  is  that  the  oil  men  and  packers  that  are  not  yet 
strong  enough  financially  to  provide  themselves  with  cars,  ex- 
pect they  will  soon  be  in  shape  to  acquire  a  few  tanks  and 
refrigerators,  and  thus  enter  the  company  of  the  ultra  success- 
ful. Another  thought  is  that  perhaps  the  non-owners  of  private 
cars  are  not  really  so  badly  off  as  sometimes  represented,  and 
do  not  really  need  the  relief  that  has  been  suggested.  Such  a 
conclusion,  it  might  be  suggested,  would  be  In  the  nature  of  a 
certificate  of  merit  for  the  Commission's  management  of  allow- 
ances to  the  owners  of  private  cars.  A.  E.  H. 


N.  Y.  C.  PURCHASE  OF  SWITCHING  LINES 

Samuel  H.  Hodge  and  L.  M.  Nicholson,  real  estate  experts, 
testified  that  the  value  of  property  on  a  belt  line,  such  as  the 
Chicago  Junction,  was  worth  considerably  more  per  square  foot 
than  similar  property  located  on  a  trunk  line,  at  the  hearing  on 
Finance  Docket  No.  1165,  application  of  the  New  York  Central 
to  obtain  control  of  the  Chicago  Junction  Railway  and  the  Chi- 
cago River  &  Indiana  Railroad,  before  Director  Colston  and  At- 
torney-Examiner Clarke  In  Chicago,  May  9.  They  agreed,  how- 
ever, that  the  acquisition  of  these  two  properties  by  the  N.  Y.  C. 
would  not  detract  from  the  value  of  the  land  lying  along  their 
lines  providing  the  N.  Y.  C.  did  not  depart  from  the  present 
practice  of  accepting  freight  for  all  trunk  lines  on  equal  terms. 

Mr.  Hodge  based  his  assertions  along  these  lines  solely  on 
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the  matter  of  finance.  He  bad,  he  said,  been  instrumental  in 
locating  a  large  number  of  industries  in  wbat  is  known  as  the 
Central  Manufacturing  District,  an  Industrial  project  fostered  by 
the  Chicago  Junction,  and  the  needed  improvements  in  the  way  of 
team  tracks  and  warehouse  facilities  which  the  N.  Y.  C.  plan 
to  provide  would,  in  his  opinion,  be  instrumental  in  raising  the 
value  of  the  property.  On  cross-examination,  he  stated  that,  were 
the  Chicago  Junction  in  a  position  to  provide  for  these  facilities, 
it  might  be  in  the  public  interest  to  allow  its  ownership  to  remain 
independent. 

Mr.  Nicholson  drew  a  comparison  between  the  B.  &  O.  C.  T. 
line  in  Chicago,  a  terminal  controlled  by  a  single  trunk  line, 
and  the  Minnesota  Transfer  Railway,  midway  between  St.  Paul 
and  Minneapolis,  controlled  by  eight  trunk  lines.  He  related  his 
experiences  while  seeking  to  locate  a  large  industrial  plant  in 
one  of  the  two  mentioned  cities  and  described  the  apathy  with 
which  his  proposals  were  met  by  the  transfer  railway. 

His  opinions  regarding  the  inefficiency  of  jointly-owned  ter- 
minal railways  were  concurred  in  by  C.  E.  Smith,  civil  engineer 
of  St.  Louis,  who  described  the  situation  in  that  city,  where,  he 
said,  the  Terminal  Association,  owned  by  fifteen  trunk  lines  and 
connecting  with  them  all,  served  only  25  per  cent  of  the  indus- 
tries, while  the  Missouri  Pacific  and  the  Wabash,  neither  of 
which  connect  with  all  the  other  lines,  each  serve  a  greater  per- 
centage. Mr.  Smith  said  that  he  believed  the  acquisition  of  the 
two  switching  and  terminal  lines  would  benefit  both  the  shippers 
and  the  other  trunk  lines  serving  Chicago. 

At  the  hearing  May  10  the  terminal  situations  in  St.  Louis 

and  Fort  Wayne  were  the  chief  things  considered.    C.  E   Smith 

consulting  engineer  of  St.  Louis,  described  the  situation  in  that 

y  and  placed  the  blame  for  the  alleged  inefficiency  of  the  Ter- 

minal Association  of  St.  Louis  on  the  fact  that  it  was  owned 

f  fifteen  trunk  lines.    Walter  L.  Fisher,  counsel  for  the 

Chicago  Terminal  Commission,  which  has  declared  itself  in  favor 

of  a  unified  terminal  in  Chicago,  took  the  position  that  the  St. 

terminal  Association  did  not  work  out  well  because  of  the 

iflicting  interests  of  the  various  trunk  lines,  some  of  which 

serve  the  same  territory  and  even  run  parallel  to  the  terminal 

.ssociation's   lines.     Mr.   Smith  admitted   that  there   were   fea- 

m  the  St.  Louis  situation  which  were  in  conflict  with  the 

principles  of  unified  terminals,  but  he  added  that  he  did  not  see 

how  they  could  be  kept  out. 

Fort  Wayne  was  discussed  by  W.  H.  Manss,  of  the  Interna- 
Harvester  Company,  who  had  been  assistant  to  the  vice- 
lident  in  charge  of  industrial  development  on  the  Baltimore 
&  Ohio  Chicago  Terminal   subsequent  to  the  taking  over  of  those 
jroperties  by  the  B.  &  0.    He  sketched  the  development  of  that 
•oad  and  asserted   that   the  B.  &  O.   had  never  discriminated 
ainst  a  shipper  because  he  routed  his  line  hauls  over  trunk 
Unes  other  than  the  B.  &  O.    He  described  the  building  of  the 
^ttayne  jointly  owned  terminal  line,  which  was  fostered  by 
hamber  of  Commerce  of  that  city  in  order  to  bring  into  it 
lutomobile  industry,  which  he,  Mr.  Manss,  had  been  instru- 
Qtal  in  locating.     On  cross-examination,  he  said  that  the  in 
istry  would  not  have  accepted   the  location   if  it   would  only 
have  been  served  by  a  trunk  line;  but  he  described  the  difficulty 
i  bringing  the  negotiations  between  the  four  trunk  lines  enter- 
;  into  Fort  Wayne  to  a  stage  where  it  was  possible  to  beein 
construction  of  the  joint  terminal  switching  line 

all,  general  manager  of  the  Chicago  branch  of 


shippers,    announced   that   one   of   his   clients,   Harris    Brothers  • 
Company,  had  notified  him  to  withdraw  its  objection  and  it  was! 
intimated  that  this  withdrawal  was  brought  about  by  pressure  | 
exerted  by  Morgan  &  Co. 

Mr.  Harmon  admitted  that  the  present  minimum  of  $12  per 
car  put  the  Chicago  Junction  and  the  C.   R.   &   I.  on   a  sound 
financial  basis  and  would  probably  allow  something  for  the  ex-j 
tension  of  their  facilities. 

The  New  York  Central  rested  its  case  at  the  hearing  May 
13.     Luther  M.  Walter  recalled  W.  J.  O'Brien,  general  manager 
of  the  Chicago  Junction,  in  order  to  have  him  identify  a  letter' 
which  he  was  supposed  to  have  written   to   the  Western  Dis-j 
trict  Freight  Traffic   Committee  in   October,   1919,   at  the  time  I 
his  road  was  applying  for  an  increase  in  its  switching  rates,  in  ' 
which  he  stated  that  the  capitalization  of  the  road  was  $5,500,000 
and  its  property  value  $17,500,000.     These  figures  did  not  agree 
with  the  valuation  as  testified  to  by  valuation  engineers  earlier 
in  the  proceedings  nor  with  proper  proportion  of  the  proposed 
price  of  $33,000,000  which  the  N.  Y.  C.  agreed  to  pay  for  the! 
two  properties.     Mr.  O'Brien  asked  and  received  permission  to 
examine  his  files  before  accepting  or  repudiating  the  letter. 

Fred  Zimmerman,  vice  president  in  charge  of  traffic  of  the 
Monon,  testifying  for  the  protestants,  asserted  that  in  his  opin- 
ion the  N.  Y.  C.  could  discriminate  against  his  and  other  trunk 
lines,  which  discrimination  might  be  carried  to  such  an  extent 
as  seriously  to  interfere  with  traffic  along  these  lines.  He 
cited  instances  of  difficulties  encountered  by  Monon  freight  sol- 
icitors along  the  lines  of  the  Indiana  Harbor  Belt  line,  which 
is  controlled  by  the  N.  Y.  C.,  mentioning  in  particular  an  in- 
stance where  the  delivery  of  a  car  to  the  Monon  had  been  de- 
layed for  three  days  and  the  delay  used  by  N.  Y.  C.  solicitors 
to  persuade  the  shipper  to  use  that  road  on  future  shipments. 

Inbound  traffic  might  also  be  interfered  with,  according  to 
Mr.  Zimmerman,  and  since  a  considerable  proportion  of  the  coal 
mined  along  the  lines  of  the  Monon  is  disposed  of  in  the  Cen- 
tral Manufacturing  District,  such  a  course  would  work  hardship 
on  the  operators  of  these  mines. 

"Over  40  per  cent  of  the  traffic  of  the  Monon  originating 
in  Chicago  comes  from  these  two  roads,"  said  the  witness,  "90 
per  cent  of  which  amount  is  for  delivery  on  other  lines  than 
the  Monon.  The  opportunity  which  the  N.  Y.  C.  would  have, 
and  which  it  can  with  propriety  exercise,  to  take  much  of  this 
traffic  from  the  Monon  onto  its  own  lines,  is  apparent." 

Mr.  Zimmerman  insisted  that  the  N.  Y.  C.  was  as  well  pro- 
vided with  terminals  in  Chicago  as  any  other  trunk  line,  except 
possibly  the  North  Western,  with  which  it  is  not  in  competition. 


-  R-  &  '•  by  that  line 

F-'^u'  E"iS;  trafflc  mana8er  f°r  Armour  &  Co.,  testifying  Mav 
d  *     W™d  COnSTlder  U  detrime°tal  to  the  packers'  intlrests 
.CWc"*°  Junction  locate  many  more  industries  along 
i  tracks,  since  it  would  interfere  with  the  service  to  the  sto 
yards  and  the  packing  plant,  which  already  taxes  the  avaUable 
facilities  to  their  limit.    He,  as  well  as  Geo.  A.  Blair  traffic 

Sm™r  W"Tr&  S^A  MaXWe"'  of  the  Maxweii  wTllpTper 

pany,  and   C    B.    Heineman,   secretary   of  the   Institute  of 

American  Meat  Packers,  voiced  approval  of  the  proposed  pur- 

chase of  the  roads  by  the  N.  Y.  C.,  professing  to  see  therein 

riL  £      M  Tt0  ll?H  aftair8  °f  the  ^ag^elt  a  coLpetitfve 

which  would   operate    as    a    benefit    to  the  shippers 
Neither  of  these  witnesses  found  any  grave  fault  with  the  serv- 
ices rendered  by  the  Chicago  Junction  and  the  C   R   &  I  UD  to 

BHPM,8ex  l  %me'  6,XCept  f°r  the  fact  tnat  n  was  Particularly 

hard  hit  by  the  outlaw  switchmen's  strike  of  about  a  year  ago 

The  in  reduction,  by  General  Counsel  Robert  J.  Cary,  of  the 

1.  C.,  of  a  book  containing  signed  petitions  favoring  the  pro 

£unlia%anTeX«lb«  eV°ked  Vi!°rOUS  obJe'«°ns  from  opposing 

ML     F.  L.  S.  Harmon,  assistant  industrial  director  o 
Central  Manufacturing  Diatrict,  who  had  charge  of  the  collect  n 
of  these  petitions,  said  they  were  obtained  from  375  of  the  400 
industries    ocated  along  the  lines  of  the  two  roads     Luther  M 
?r  >l    •  tU^ey  for  °WectinK  trunk  lines,  charged  that  many 
them  had  been  obtained  through  misrepresentation  as  f  toUe 
S,?in       8,Late  °l  the  8witchinS  lin*>  and  that  others  had  been 
through  coercion  by  various  banks  and  financial  in 
Irving  Herriot,  attorney  for  a  number  of  objecting 


THE  NEW  COMMISSIONERS 

The  Traffic  World  Washington  Bareatt 

Johnston  B.  Campbell  and  Ernest  I.  Lewis,  the  two  new 
members  of  the  Commission,  are  classified  as  Republicans. 
That  means  that  when  President  Harding  had  to  settle  the 
question  as  to  the  political  classification  of  Commissioner  East- 
man, he  held  that  he  was  not  a  Republican,  otherwise  he  could 
not  have  appointed  Messrs.  Campbell  and  Lewis  lawfully,  be- 
cause the  statute  creating  the  Commission  says  that  not  more 
than  six  of  the  eleven  shall  be  members  of  the  same  political 
party.  The  classification  of  Mr.  Eastman  as  not  a  Republican 
does  not  mean  that  he  is  set  down  as  a  Democrat.  He  may  be 
an  independent,  or  anything  other  than  a  Republican.  He  has 
been  spoken  of  as  an  independent. 

He  has  trained,  in  public  matters,  with  Associate  Justice 
Louis  D.  Brandeis,  a  Democrat,  and  George  W.  Anderson  for-  ' 
mer  commissioner  and  now  federal  judge  for  the  district  of 
Massachusetts,  also  a  Democrat,  or  at  least  a  supporter  of  for- 
mer President  Wilson  to  such  an  extent  that  he  was  made 
spokesman  for  the  Railroad  Administration  in  the  framing  of 
the  federal  control  law. 

Mr.  Lewis  assumed  his  duties  as  a  member  of  the  Inter- 
state Commerce  Commission  May  7.  He  had  previously  taken 
the  oath  of  office  at  Indianapolis.  Commissioner  J.  B.  Campbell 
of  Spokane,  Wash.,  has  taken  the  oath  of  office  there.  He  ad- 
vised the  Commission  he  would  not  arrive  in  Washington  until 
about  May  17. 


REPORTS   OF   CABLE    COMPANIES. 

The  Commission  has  indefinitely  postponed  its  order  requir- 
ing the  Mackay  Companies  and  the  Commercial  Cable  Company 
to  file  statements  and  reports  with  it  insofar  as  the  Commer- 
?naoA  CJLb  e   ComPany  is   affected.     By  its   order,   dated  July  31, 
20,  the  companies  were  required  to  file  within  90  days  from 
that  day    their  annual  report  concerning  their  land  lines  in  the 
United  States  for  1917,  1918  and  1919,  and  annually  thereafter, 
ilso  required  the  companies  to  file  within  90  days  full  state- 
ments  in   detail  of  the  original   cost  of  their  land   lines   as   a 
whole  and  separately  in  each  state,  together  with  a  full  state-' 
for  each  year  since  organization  of  their  subsidiary  state 
companies,  of  all  extensions  of  lines  and  cost  by  years  to  date. 
The  postponement  is  due  to  the  fact  that  there  is  a  question  as, 
to  the  Commission's  jurisdiction  over  the  Commercial  Cable  Co. 
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Decisions  of  Interstate  Commerce  Commission 


MONTANA  RATES  AND  FARES 

The  Butte,  Anaconda  &  Pacific  Railway  Company,  operating 
an  electric  and  steam  short-line  railroad  in  Montana,  has  been 
ordered  by  the  Commission  In  No.  11860,  Montana  Rates  and 
Fares,  opinion  No.  6840,  61  I.  C.  C.  500-3, "to  advance  Its  intra- 
state  passenger  fares  and  excess  baggage  charges  in  the  same 
percentage  amounts  as  authorized  in  Ex  Parte  74  for  similar 
intcrsiatr  c  harges  in  the  Mountain-Pacific  group.  The  original 
order  in  tlu>  Montana  intrastate  rate  case  did  not  apply  to  the 
Butte,  Anaconda  &  Pacific,  because  it  files  its  annual  reports 
with  tlio  Commission  as  an  electric  line,  and  there  was  no  evi- 
dence dealing  specifically  with  its  character  or  the  nature  of 
its  operations.  The  carrier  petitioned  the  Commission  for  the 
same  relief  as  was  accorded  the  steam  railway  carriers  in  the 
Montana  intrastate  rate  case.  Witnesses  for  the  road  stated 
that  it  operates  just  as  any  steam  railroad,  with  standard  steam 
equipment,  except  that  on  the  electrified  portions  of  its  line  it 
uses  electric  instead  of  steam  locomotives.  The  Commission 
said  there  was  no  reason  why  the  fares  and  charges  of  the  peti- 
tioner should  be  upon  a  lower  basis  than  those  applicable  on 
the  steam  roads.  The  order  is  effective  on  or  before  June  10. 


RATE  ON  CHIPBOARD 

The  Commission,  in  a  report  on  No.  11635,  United  Paperboard 
Company,  Inc.,  vs.  Morristown  &  Erie,  Director-General,  et  al., 
opinion  No.  6837,  61  I.  C.  C.  483-4,  has  condemned,  as  unreason- 
able, a  rate  of  17.5  cents  on  chipboard  from  Whippany,  N.  J., 
to  Communipaw  Station,  Jersey  City,  imposed  on  shipments  be- 
tween June  25  and  December  2,  1918,  because  and  to  the  extent 
that  it  exceeded  15  cents.  Reparation  is  to  be  made  to  that 
basis.  The  shipments  moved  as  routed  by  the  shipper.  Charges 
were  collected  on  the  basis  of  the  15-cent  joint  commodity  rate 
filed  with  the  New  Jersey  commission.  Contemporaneously  the 
joint  commodity  rate  filed  with  the  federal  body,  for  state  and 
interstate  application,  was  17.5  cents,  so  the  federal  body  held 
that  the  shipments  were  undercharged. 

Complainant  contended  that  the  shipment  should  have  moved 
over  the  Morristown  &  Erie  and  Lackawanna  to  Hoboken,  thence 
by  Jersey  Central  lighters  to  Jersey  City  and  thence  by  the 
Central  to  the  plant  of  the  complainant,  1.5  miles  from  the  land- 
ing place  of  the  lighters.  Over  that  route  the  mileage  was  36. 
Over  the  route  of  movement,  the  shipments  moved  94  miles, 
over  the  rails  of  the  same  carriers  but  not  on  the  lighters  of 
the  Central.  The  complainant  contended  that  there  was  a  com- 
bination of  either  10.5  or  11  cents  applicable  over  that  route. 
The  Commission  said  there  was  no  tariff  authority  for  such  a 
combination  but  there  was  a  combination  of  16.5  over  that 
route,  had  it  been  practicable  to  use  it.  It  was,  however,  im- 
practicable because  there  were  no  lighters  for  the  transfer  of 
domestic  freight,  all  being  employed  in  the  service  of  the  gov- 
ernment in  the  movement  of  overseas  freight. 

The  Commission  further  held  that  the  routing  of  the  ship- 
per via  the  "C.  R.  R."  authorized  a  road-haul  by  the  Central. 
Had  the  movement  been  by  lighter,  the  Central  would  have  had 
only  a  switch  movement  of  1.5  miles,  plus  the  lighterage  move- 
ment. 

Witnesses  for  the  railroads  testified  that  from  January  9, 
1918,  until  June  24,  the  day  before  General  Order  No.  28  became 
effective,  the  rate  was  12  cents,  except  that  from  April  9  to  April 
30,  1918,  through  error,  a  rate  of  14  cents  was  technically  opera- 
tive. On  June  25,  in  compliance  with  General  Order  No.  28,  the 
rate  was  increased  to  15  cents.  The  supplement  increasing  the 
rate  to  15  cents  was  not  filed  with  the  federal  commission.  It 
became  effective  February  15,  1919. 

While  the  17.5  cent  rate  was  in  effect,  the  complainant,  accord- 
ing to  the  report  of  the  Commission  in  this  case,  filed  complaints 
with  the  commission  in  New  Jersey  against  the  14-cent  rate  and 
the  railroads  agreed  to  reparation  down  to  the  basis  of  the  12- 
cent  rate  which  the  railroad  witnesses  said  was  the  rate  in- 
tended to  be  applicable  all  the  time  up  to  June  25,  1918. 


N.  DAK.  RATES,  FARES  AND  CHARGES 

Carriers  operating  in  North  Dakota,  by  an  order  entered 
by  the  Commission  in  No.  12085,  North  Dakota  Rates,  Fares 
and  Charges,  opinion  No.  6841,  61  I.  C.  C.  504-14,  have  been 
directed  to  advance  their  charges  on  intrastate  traffic  in  North 
Dakota  in  the  same  percentages  as  authorized  for  interstate 
traffic  in  that  territory  in  Ex  Parte  74,  on  not  less  than  five 
days'  notice  on  or  before  June  10.  Passenger  fares,  excess  bag- 
gage charges,  freight  rates  and  the  Pullman  surcharge  of  50  per 
cent  were  in  issue  in  the  case,  as  the  Board  of  Railroad  Com- 
missioners of  North  Dakota  had  denied  all  increases.  The  order 


does  not  apply  to  milk  and  cream  rates  and  commutation  fares 
or  fares  for  special  occasions. 

The  North  Dakota  state  commission  had  twice  authorized 
the  carriers  in  that  state  to  apply  the  interstate  percentage  in- 
creases to  intrastate  traffic,  but  after  litigation  in  the  courts,  en- 
tered a  third  order  denying  all  increases. 

Passenger  fares  on  intrastate  travel  in  North  Dakota  are 
on  the  3-cent  basis  and  will  be  advanced  to  3.6  cents  per  mile. 
The  Commission  held  that  the  conditions  surrounding  the  intra- 
state passenger  traffic  were  similar  to  those  in  the  intrastate 
passenger  fare  cases  heretofore  decided. 

In  discussing  the  freight  rate  situation,  the  Commission 
disposed  of  the  contention  of  Karl  Knox  Gartner,  special  counsel 
for  the  state  officials,  that  the  increases  under  Ex  Parte  74  were 
illegal  and  therefore  could  not  be  used  as  a  measure  for  the 
intrastate  rates,  as  follows: 

"Upon  brief  and  argument  it  is  contended  that  in  Ex  Parte 
74  we  did  not  follow  the  requirements  of  section  15a  of  the  inter- 
state commerce  act  in  two  particulars:  (1)  We  did  not  ascertain 
the  valuation  according  to  the  law  of  the  land,  and  section  19a 
is  said  to  be  the  law  of  the  land  for  arriving  at  the  value  of 
carrier  property  for  rate-making  purposes:  (2)  we  failed  to  fix 
the  value  for  the  mountain-Pacific  and  western  groups  separately. 

"It  is  also  contended  that  the  increases  authorized  were 
based  upon  erroneous  calculations  of  the  carriers'  needs,  which 
are  set  forth  on  pages  237-239  of  our  report  in  Increased  Rates, 
1920.  Counsel  seems  to  be  under  the  impression  that  we  were 
there  dealing  with  the  carriers  in  the  western  group  as  fixed 
by  us.  That  we  were  dealing  with  the  western  classification 
territory  as  a  whole,  plainly  appears  on  page  226,  where  we  said: 

The  grouping  herein  approved  differs  somewhat  from  that  pro- 
posed hy  the  carriers,  and.  inasmuch  as  the  record  deals  principally 
with  the  three  major  groups,  it  will  be  advisable  to  deal  with  the 
evidence  as  presented.  In  analyzing  the  results  of  operation  for  the 
various  groups  of  carriers  for  the  constructive  year  devised  by  them. 
and  for  the  first  four  months  of  1920,  we  shall  group  the  carriers  as 
they  were  grouped  in  the  applications  filed  in  this  proceeding. 

"It  is  a  matter  of  common  knowledge  that  even  under  the 
increases  authorized,  the  carriers  are  not  earning  the  contem- 
plated revenues.  But  in  any  event  our  findings  in  Ex  Parte  74 
are  not  open  to  attack  in  a  collateral  proceeding  such  as  this. 

"It  is  also  urged  that  as  the  intrastate  traffic  of  the  Chicago 
&  North  Western  and  the  Chicago,  Milwaukee  &  St.  Paul  is 
relatively  small  as  compared  with  the  traffic  of  their  entire 
systems,  a  finding  of  unjust  discrimination  can  not  be  made  as 
to  them.  In  other  words,  volume  of  traffic  is  made  the  test  of 
unjust  discrimination.  These  carriers  have  joined  in  the  peti- 
tion filed  under  section  13  of  the  interstate  commerce  act,  pur- 
suant to  which  we  have  instituted  this  investigation.  The  issues 
thus  raised  must  be  determined  by  us,  and  in  doing  so  we  must 
apply  the  same  principles  to  them  as  to  other  respondents,  who, 
on  account  of  having  greater  mileage  in  the  state,  handle  a  much 
greater  volume  of  traffic.  There  is  certainly  nothing  in  this 
record  to  justify  a  finding  that  intrastate  passengers  and  ship- 
pers in  North  Dakota  who  may  be  served  by  the  two  respondents 
named  should  enjoy  lower  rates,  fares,  and  charges  than  inter- 
state passengers  and  shippers  over  the  same  lines,  or  intrastate 
and  interstate  passengers  and  shippers  over  the  lines  of  the 
other  repondents  in  tne  state." 

Commissioner  'Eastman  dissented.  The  report  was  written 
by  Commissioner  Hall. 


LUMBER  RATES  FROM  KNOXO,  MISS. 

In  a  report  written  by  Commissioner  Eastman,  from  which 
Commissioners  Hall  and  Potter  dissented,  in  part,  and  Com- 
missioner Daniels  wholly  dissented,  on  No.  10827.  Swift  Lum- 
ber Co.  vs.  Fernwood  &  Gulf  et  al.,  opinion  No.  6838,  61  I.  C. 
C.  485-95,  the  Commission  said  that  the  complainant,  with  a 
lumber  operation  plant  at  Knoxo,  Miss.,  twenty-seven  miles 
from  the  junction  between  the  independent  short  line  and  the 
Illinois  Central,  is  entitled  to  the  yellow  pine  blanket  rates 
which  the  trunk  lines  have  established  south  of  the  line  of  the 
Alabama  &  Vicksburg. 

Specifically  the  holding  is  that  the  rates  on  yellow  pine 
lumber,  timber,  and  lumber  products  from  Knoxo,  Miss.,  a  local 
point  on  the  Fernwood,  Columbus  &  Gulf,  formerly  the  Fern- 
wood  &  Gulf,  which  was  once  held  to  be  a  proprietary  tap  line, 
and  therefore  under  the  disabilities  attached  to  such  a  status, 
are  unduly  prejudicial  to  the  extent  they  exceeded  and  exceed 
the  blanket  basis  of  rates  from  the  junction  of  the  Fernwood, 
Columbia  &  Gulf. 

Commissioner  Hall  said  the  decision  was  too  broad  on  the 
record,  as  made,  because  he  suggested,  a  fuller  investigation 
might  show  that,  if  the  points  on  the  branch  line  are  entitled 
to  the  blanket  rates,  the  extension  of  the  group  so  as  to  in- 
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elude  the  greater  number  of  points  of  origin,  may  make  it  de- 
sirable or  necessary  to  revise  the  rates,  and  that  the  revision 
might  well  be  upward.  He  said  the  Commission  had  no  power 
to  compel  the  grouping,  and  it  seemed  unjust  to  other  shippers 
in  the  group  to  expose  them  to  the  payment  of  higher  rates  that 
may  be  found  reasonable  for  the  whole  group,  without  a  closer 
examination  to  determine  whether  the  enlarged  group  should 
bear  the  same  rates  as  the  smaller  one. 

Commissioner  Daniels  contended  that  because  a  trunk  line 
blankets  points  of  origin  on  Its  main  line,  it  does  not  follow 
that  it  must  blanket  its  own  branch  lines.  He  said  the  Com- 
mission had  recognized  a  carrier's  right  to  protect  its  own  busi- 

in  disposing  of  the  case,  the  Commission,  speaking  through 
Commissioner  Eastman,  said: 

"The  fundamental  issue  is  whether  carriers  which  have 
equalized  rates  on  lumber  to  certain  destinations  from  all  their 
main-line  and  branch-line  points,  and  from  points  on  certain  in- 
dependent short  lines  as  well,  which  are  located  within  a  pro- 
ducing territory  of  wide  extent  may,  without  being  guilty  of 
undue  prejudice,  refuse  to  extend  similar  blanket  rates  to  pro- 
ducing points  within  such  territory  which  are  located  on  other 
independent  short  lines.  No  question  is  raised  as  to  the  pro- 
priety or  desirability  of  the  blanket  already  established,  but 
on  the  contrary,  it  seems  to  be  conceded  that  it  is  of  general 
advantage  to  producers,  consumers,  and  carriers  alike.  The 
sole  question  is  whether  defendants  were  and  are  justified  in 
refusing  to  extend  its  benefits  to  these  other  short-line  points 
and  specifically,  in  this  case,  to  Knoxo  on  the  line  of  the  Fern- 
wood  &  Gulf.  • 

"Clearly  cost  of  service  furnishes  no  justification  for  such 
refusal,  for  the  haul  from  Knoxo  is  shorter  than  the  hauls  from 
numerous  other  points  to  which  the  blanket  rates  apply,  and 
there  is  no  evidence  that  it  is  attended  by  unusual  transporta- 
tion difficulties.  As  compared  with  a  single-line  haul,  some 
slight  additional  cost  is  doubtless  involved  in  the  separate  cor- 
porate organization  of  the  Fernwood  &  Gulf  and  in  its  separate 
billing  and  accounting  expense,  but  the  blanket  rates  are  not 
now  confined  to  single-line  hauls,  but  apply  in  many  instances 
to  multiple-line  routes.  Nor  will  competition  serve  as  a  justifica- 
tion, for  the  blanket  rates  apply  not  only  at  junction  points 
where  competition  exists,  but  as  well  at  all  local  points  on 
both  the  main  lines  and  branch  lines  of  defendants. 

"If  neither  cost  of  service  nor  competition  justifies  the  dis- 
crimination, what  circumstances  are  there  surrounding  points 
located,  like  Knoxo,  on  independent  short  lines  which  make  it 
reasonable  that  they  should  be  excluded  from  the  benefits  of 
the  blanket  system?  It  has  been  suggested  that  the  lumber 
shipper  on  the  short  line  may  have  acquired  his  stumpage  more 
cheaply  by  reason  of  its  relative  inaccessibility  prior  to  the 
construction  of  the  short  line,  or  by  reason  of  the  difference 
in  rates;  but  there  is  no  satisfactory  evidence  as  to  this,  and 
such  evidence  would  obviously  be  irrelevant  and  immaterial 
in  the  consideration  of  a  rate  structure.  It  is  suggested  that 
the  Independent  short  lines  are  likely  to  be  abandoned  with 
the  depletion  of  the  timber  areas,  but  this  is  mere  speculation. 
Branch  lines  of  the  larger  carriers  are  at  times  abandoned  for 
the  same  reason,  and  on  the  other  hand,  independent  short 
lines  not  infrequently  survive  as  the  original  lumber  industry 
is  superseded  by  agriculture  or  other  industrial  development. 
Many  of  the  so-called  trunk  lines  in  the  region  in  question  are 
made  up  in  part  of  what  were  originally  lumber  roads.  It  is 
suggested  that  the  short  lines  do  not  furnish  their  commen- 
surate quota  of  equipment,  but  this  is  a  matter  to  be  considered 
In  the  fixing  of  their  divisions.  Perhaps  the  most  important 
suggestion  is  that  If  the  blanket  rates  are  extended  to  Knoxo 
It  will  follow  as  a  necessary  consequen'ce  that  they  must  be 
extended  to  all  similar  points  on  other  independent  short  lines, 
and  that  the  revenues  of  the  trunk  lines  will  thereby  be  re- 
duced materially.  But  the  protection  of  revenue  goes  primarily 
to  the  issue  of  reasonableness,  and  it  is  not  sufficient  justifica- 
tion for  a  prejudicial  rate  adjustment.  In  the  yellow-pine  ter- 
ritory west  of  the  Mississippi  similar  blanket  rates  have  been 
uniformly  extended  to  all  points. 

"We  find  nothing  of  record  in  this  case  which  warrants 
a  deviation  -from  the  conclusions  reached  in  McGowan-Foshee 
7,umber  Co.  vs.  F.,  A.  G.  R.  R.  Co.,  43  I.  C.  C.  581;  51  I.  C.  C 
317." 


EAST  AND  SOUTH  TO  SOUTHWEST 

In  a  report  on  I.  and  S.  No.  1263,  Substitution  of  35  per  cent 
for  33%  per  cent  increase  in  Class  and  Commodity  Rates  between 
Kastern  and  Southern  groups  and  the  Southwest,  opinion  No. 
6843,  61  I.  C.  C.  518-25,  written  by  Commissioner  Aitchison,  the 
Commission  has  undertaken  to  dispose  of  the  knotty  questions 
raised  by  the  fact  that  there  has  not  been  any  uniformity  in  the 
manner  of  publishing  rates  to  and  from  the  southwest,  although 
the  general  Idea  is  that  rates  from  defined  territories  are  com- 
binations on  St.  Louis.  The  Commission  treated  the  Leland  pro- 
posals as  being  In  part  an  effort  to  avoid  the  disagreeable 
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™f  lowest  available  combination  through  any  gateway,  and 
which,  on  August  25,  1920  were,  or  were  intended  to  be,  on  that 
basis. 

Trouble  for  Leland  and  his  tariffs  was  caused  by  the  Com- 
mission's decision  in  Ex  Parte  No.  74,  each  with  a  different  per- 
Ventage  "of  increase",  and  a  general  rule  that  inter-territorial 
joint  or  single  line  rates  might  be  increased  33%  per  cent, 
rule  with  regard  to  distinct  combination  was  that  each  factor 
might  be  increased  in  accordance  with  the  percentage  rule  applic- 
able in  the  territory  in  which  it  would  apply. 

While  the  general  basis  of  rates  between  defined  territories 
on  the  one  hand  and  the  Southwest  on  the  other  has  been 
combination  on  the  river,  particularly  St.  Louis,  the  tariff  publi- 
cations in  some  instances  have  shown  the  combinations  as  joint 
through  rates  as  if  they  had  been  made  without  regard  to  the 
combination  on  the  Mississippi  River.  In  other  cases,  the  fac- 
tors were  separately  established  and  in  still  another  the  lowes 
available  combination  via  any  gateway,  was  published  in  the  form 
of  a  joint  through  rate,  and  stated  for  alternative  application. 

The  Commission  held  that  the  increases  proposed  by  Leland 
in  joint  class  and  commodity  rates  between  points  in  the  South- 
west and  points  in  defined  territories  constructed  by  the  use  of 
base  rates  to  or  from  St.  Louis  plus  arbitraries  or  differentials 
east  of  St.  Louis  had  not  been  justified.  It  further  held  that  the 
increases  proposed  in  joint  class  and  commodity  rates  originally 
established  and  prior  to  August  26,  1920.  maintained  on  or  in- 
tended to  be  on  the  basis  of  the  lowest  combination  of  local 
rates  to  and  from  the  Mississippi  River  crossings  and  other  rate 
basing  points  had  been  justified.  It  further  held  that  the  in- 
creases proposed  in  joint  rates  on  cane  or  logging  cars  in  straight 
or  mixed  carloads  had  been  justified.  No  protest  was  made 
against  the  proposed  increases  on  that  kind  of  equipment.  It 
held  further  that  Leland  had  justified  his  proposal  to  increase 
the  rates  on  wrought  and  cast  iron  pipe. 

The  situation  with  regard  to  cast  or  wrought  iron  pipe  had 
the  increases  not  been  approved  would  have  been  wholly  at 
variance  with  the  original  intention  of  the  carrier.  That  inten- 
tion was  to  transfer  Birmingham,  Chattanooga  and  other  pipe 
producing  points  in  the  Southeast,  for  rate  making  purposes  to 
St.  Louis.  The  rates  on  cast  iron  pipe  from  the  Southeastern 
points  of  production  to  points  in  the  Southwest  prior  to  August 
26,  1920,  were  set  forth  in  specific  cents  per  hundred  pounds. 
From  St.  Louis  they  were  published  in  the  same  number  of  cents 
per  hundred  pounds  or  per  ton.  Application  of  the  rule  to  in- 
crease joint  rates  by  33%  per  cent  would  have  had  the  effect 
of  giving  Birmingham  and  Chattanooga  rates  on  such  pipe  one 
cent  per  hundred  pounds  less  than  St.  Louis.  That  result  would 
have  been  brought  about  because  St.  Louis,  being  in  western 
territory  would  have  had  to  take  a  35  per  cent  increase,  while 
the  more  distant  points  which  had  been  given  the  St.  Louis  rate 
would  have  had  an  increase  of  only  33%  per  cent.  The  effect 
in  a  geographical  sense,  would  have  been  to  transfer  Chattanooga 
and  Birmingham  to  some  point  west  of  St.  Louis,  and  grading 
the  rates  on  pipe  in  accordance  with  distance. 

The  Commission  disposed  of  the  conflict  of  opinion  between 
packing  interests  over  joint  rates  on  hiaes  from  Fort  Worth  and 
Oklahoma  City  to  eastern  tanning  points  by  holding  that  the  in- 
creases from  Fort  Worth  had  been  justified  while  those  from 
Oklahoma  City  had  not  been  justified.  The  Oklahoma  City  pack- 
ing house  operators  vigorously  protested  the  maintenance  of  any 
rates  on  hides  from  Fort  Worth  to  eastern  territory  lower  than 
from  Oklahoma  City.  They  insisted  that  rates  from  Fort  Worth 
should  be  made  with  relation  to  rates  from  Oklahoma  City.  That 
would  result  in  a  differential  for  Fort  Worth  of  9  cents  over 
Oklahoma  City,  under  the  rule  laid  down  by  the  Commission  in 
December,  1914,  in  Crowdus  Bros.  vs.  A.  T.  &  S.  F.,  29  I.  C.  C. 
449,  and  32  I.  C.  C.  355.  The  rates  from  Fort  Worth  proposed 
by  Leland  would  have  violated  the  fourth  section.  They  were  pro- 
posed by  him  on  the  theory  that  the  all  rail  lines  from  Fort  Worth 
to  the  eastern  turning  points  were  entitled  to  meet  the  competi- 
tion' of  the  rail-and-water  routes  through  the  gulf  ports.  Without 
discussing  that  point,  the  Commission  said  the  carriers  had  not 
justified  their  proposed  joint  rates  on  hides  from  Fort  Worth, 
except  to  points  in  the  Southeast  where  Fort  Worth  should  be 
allowed  its  natural  advantage  of  location. 

In  closing  its  report,  the  Commission  said  that  all  rates  not 
specifically  referred  to  in  the  report  including  rates  on  cast  iron 
pipe  proposed  in  Item  4812-B,  Supplement  28  to  Leland's  I.  C.  C. 
1297,  had  not  been  justified  and  would  have  to  be  canceled,  with- 
out prejudice,  however.'to  the  filing  of'tariffs  revising  joint  rates 
which  on  August  25,  1920,  were  on  a  combination  basis  to  reflect 
the  correct  lowest  combination. 
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ALLOWANCE  TO  SHIPPER 

An  order  of  dismissal  has  been  made  In  No.  11172  Ruther- 
ford-Breed Co.  vs.  C.  B.  &  Q.,  Director-General,  et  al ',  opinion 
No.  6842.  61  I.  C.  C.  615-7,  on  the  theory  that  the  Commission 
has  no  authority  to  require  a  carrier  to  make  an  allowance  to 
a  shipper  who  has  furnished  a  facility  of  transportation  Its 
authority  covering  only  the  right  and  duty  to  say  what  would 
be  tli.'  maximum  reasonable  allowance  if  and  when  the  carrier 
\MTI-  willing  to  make  one. 

In  this  case  the  complainant  shipped  9  carloads  of  potatoes 
from  Quamba,  Minn.,  to  various  interstate  destinations  between 
January  18  and  March  8,  1918,  both  inclusive.  The  shipments 
wt-iv  made  under  what  is  known  as  option  No.  2  in  the  Perish- 
able Freight  Tariff  of  the  carriers.  Under  option  No.  2  the  ship- 
prr  pays  an  extra  charge,  varying  from  5  to  7  cents  per  hundred 
pounds,  for  a  protective  service,  the  carrier  assumes  liability 
l or  damage  to  the  commodity  by  freezing  or  overheating,  and 
it  is  customary  for  carriers  to  furnish  in  extremely  cold  weather 
cars  with  false  floors  and  such  other  facilities  and  services  as 
are  necessary  to  prevent  the  freezing  of  the  potatoes.  The 
tariff  does  not  specify  any  particular  type  of  equipment  which 
the  carrier  must  furnish  under  that  option.  Nor  does  It  author- 
ize the  payment  to  a  shipper  of  the  expense  of  installing  tem- 
porary false  floors.  Under  option  No.  1,  if  the  shipper  desires 
to  install  false  floors  or  stoves  and  send  a  caretaker  in  charge, 
he  is  at  liberty  to  do  so.  That  liberty,  however,  does  not  exist 
under  option  No.  2,  the  theory  being  that,  inasmuch  as  the 
carrier  assumes  full  liability,  a  liberty  of  that  kind  would  be 
useless. 

When  the  complainant's  buyer,  at  the  beginning  of  1918, 
ordered  9  cars  for  loading  at  Quamba,  the  Great  Northern  fur- 
nished four  Great  Northern  cars  equipped  with  permanent  false 
floors,  the  others  were  not  so  equipped.  The  witness  for  the 
complainant  said  that  the  local  freight  agent  refused  to  accept 
the  potatoes  for  shipment  under  option  No.  2,  unless  the  shipper 
installed  temporary  false  floors  in  all  cars;  that  as  a  conse- 
quence the  complainant  supplied  such  floors  at  its  own  expense 
for  the  9  cars,  and  that  the  agent  told  an  employe  of  the  com- 
plainant that  the  railroad  company  would  reimburse  the  com- 
plainant for  this  expenditure. 

Defendants  admitted  that  the  cost  paid  by  the  complainant, 
averaging  $7.40  per  car,  was  reasonable  and  represented  the 
actual  cost.  As  the  case  stood  when  it  came  to  hearing  and 
argument  the  complainant  had  paid  six  cents  per  hundred  pounds 
over  and  above  the  transportation  charge  for  a  protection  that 
was  not  furnished  by  the  railroad  and  had  also  borne  the  cost 
of  furnishing  false  floors  for  that  protection.  The  railroad  com- 
pany's witness  testified  that  the  witness  did  not  receive  any 
permission  "from  us  to  furnish  linings."  He  admitted,  however, 
that  at  certain  stations  in  Minnesota  in  the  vicinity  of  Quamba 
there  had  been  some  specific  arrangements  made  between  ship- 
pers and  the  agents  relative  to  the  furnishing  of  temporary  false 
floors.  The  defendants  contended  that  there  was  no  competent 
evidence  in  the  record  of  refusal  to  accept  the  shipments  with- 
out the  special  floors,  and  that  the  defendants,  having  taken  the 
risk,  had  the  right  to  furnish  whatever  equipment  they  consid- 
ered necessary. 

In  view  of  the  railroad  admission  that  the  cars  were  not 
and  could  not  be  properly  equipped  by  them  and  that  damage 
was  likely  to  result  at  that  time  unless  temporary  false  floors 
were  installed,  the  complainant  contended  that  it  should  not 
have  been  compelled  to  ship  without  such  floors,  knowing  that 
the  potatoes  would  be  frozen  in  transit;  and  that  such  action 
on  their  part  might  have  subjected  them  to  criminal  liability, 
under  the  Lever  food  conservation  act,  for  deliberately  destroy- 
ing foodstuffs. 

Quoting  Interstate  Commerce  Commission  vs.  Diffenbaugh, 
222  U.  S.  S.  42-6,  the  Commission  said  that  it  might  not  require 
the  carrier  to  make  an  allowance  or  fix  the  precise  amount  and 
that,  "It  is  doubtful  whether  we  can  award  damages  for  failure 
to  pay  except  in  cases  where  the  allowance  is  published  by  the 
carrier's  tariff  and  is  not  more  than  reasonable  for  the  service. 
We  think  that  the  amount  here  claimed  is  reasonable,  but  any 
redress  to  which  complainants  may  be  entitled  would  seem  to 
rest  in  the  courts.  Upon  this  record  we  are  of  the  opinion  and 
find  that  defendants'  failure  to  equip  these  refrigerator  cars 
with  temporary  false  floors  or  to  reimburse  complainants  or 
supply  them  was  not  in  violation  of  the  act  to  regulate  com- 
merce or  of  the  federal  control  act." 


VALUATION  PROTESTS 

Tkt  Traffic  World  Washington  Bureau 

The  formal  protests  of  the  Atlanta,  Birmingham  &  Atlantic 
and  the  Winston-Salem  Southbound  Railway  Company  against 
the  final  values  placed  on  those  properties  by  the  Commission 
in  tentative  final  valuation  reports  were  made  public  May  7. 
Both  carriers  had  previously  filed  motions  asking  for  amended 
orders. 

The  Winston-Salem,  attacking  the  final  value  of  $5,850,000 
fixed  by  the  Commission,  avers  that  on  June  30,  1915,  the  value 


of  Its  properties  wan  not  less  than  $7,671,326.  It  contends  that 
the  figure  fixed  by  the  Commission  Is  less  than  the  original  cost 
to  date  of  Its  properties;  that  It  Is  less  than  the  cost  of  repro- 
duction new;  that  it  Is  less  than  the  cost  of  reproduction  less 
depreciation;  that  the  final  value  Includcx  nothing  for  going  con- 
cern value  or  for  appreciation;  that  the  Commission  Ignored  the 
excess  cost  of  acquisition  of  carrier  lands. 

Counsel  aver  further  that  to  fix  a  value  as  of  June  30,  1915, 
"Is  a  useless,  wasteful  and  extravagant  expenditure  of  time  and 
money  and  is  without  warrant  or  authority  of  law,"  and  that 
the  Commission  should  discard  "its  attempted  valuation  as  of 
June  30,  1915,  of  the  carrier's  properties  and  should  proceed  to 
a  determination  of  their  value  as  of  the  present  time." 

The  final  value  of  $25,630.000  fixed  on  the  properties  of  the 
Atlanta,  Birmingham  &  Atlantic  is  attacked  as  insufficient  and 
a  final  value  of  at  least  $36,000,000  is  claimed.  The  final  value 
in  this  case  is  opposed  on  substantially  the  same  grounds  as 
in  the  case  of  the  Winston-Salem. 


REDUCTIONS  ON  SULPHUR 

Thi  Traffic   World   Washington  Burtau 

The  Commission  has  declined  to  suspend  Southwestern  Lines' 
Tariff,  I.  C.  C.  1449,  proposing  reductions  on  sulphur  from  Texas 
mines  to  eastern  destinations,  with  effective  date  of  May  15. 
The  reductions  apply  to  all  eastern  points.  Those  mentioned 
in  The  Traffic  World  of  May  7  are  merely  typical.  Louisiana 
sulphur  people  asked  for  suspension. 


NO  BUILDING  MATERIAL  CONFERENCE 

The   Traffic   World   Washington  Bureau 

No  conference  between  building  and  material  men  and  the 
railroads  took  place  in  Washington  May  13,  as  announced,  be- 
cause of  a  misunderstanding  that  arose  as  to  the  scope  of  the 
conference.  Daniel  Willard  contended  that  when  he  said  he  had 
no  doubt  a  conference  could  be  arranged  he  had  in  mind  only 
road  building  material.  Railroad  men  would  not  hear  to  sug- 
gestions for  a  conference  covering  all  building  materials.  Ne- 
gotiations were  still  on  when  this  was  written  with  a  view  to 
bringing  about  some  kind  of  meeting. 

Announcement  by  the  road-making  and  building  material 
associations,  through  their  Washington  representatives,  that 
there  would  be  a  conference,  May  13,  of  carriers' and  shippers 
with  a  view  to  bringing  about  a  reduction  of  rates,  seems  to 
have  been  not  only  premature,  but  inaccurate.  Daniel  Willard, 
in  his  telegram  to  E.  Guy  Sutton,  representing  the  Sand  and 
Gravel  Producers'  Association,  said  he  had  no  doubt  a  confer- 
ence could  be  arranged  for  May  13.  Mr.  Willard,  in  this  tele- 
gram, referred  to  the  conference  as  one  of  "building  material" 
interests.  Later  it  appeared  that  he  had  in  mind  only  road- 
building  materials. 

When  the  evidence  of  that  lack  of  understanding  by  some 
of  those  who  were  expected  to  go  into  conference  became  known, 
doubt  as  to  whether  there  would  be  any  kind  of  conference 
May  13  became  almost  a  certainty  that  there  would  not.  The 
sand  and  gravel  men  were  not  unwilling  to  go  into  conference 
on  the  subject,  but  they  had  been  acting  with  lumber  and  brick 
associations  in  that  matter,  so  they  were  not  disposed  to  go 
forward  with  such  a  restricted  conference,  especially  inasmuch 
as  sand  and  gravel  used  in  building  construction  is  a  large 
share  of  the  business  of  sand  and  gravel  producers. 

At  a  meeting  of  the  Washington  representatives  of  the 
building  material  interests,  held  in  the  offices  of  the  American 
Mining  Congress,  May  9,  it  was  decided  that  E.  Guy  Sutton 
executive  secretary  of  the  Sand  and  Gravel  Producers'  Associa- 
tion, and  Frank  Carnahan,  representing  the  National  Lumber 
Manufacturers'  Association,  should  call  on  Mr.  Willard  with  a 
view  to  clearing  away  any  misunderstanding  as  to  the  scope  of 
the  conference.  Mr.  Sutton  had  initiated  the  move  for  such  a 
gathering,  in  the  latter  part  of  April,  after  consultation  with 
Mr.  Carnahan  and  had  obtained,  he  thought,  an  agreement  with 
Mr.  Willard  providing  for  such  a  conference  as  the  latter  had 
indicated  he  thought  could  be  arranged  for  May  13.  In  their 
meeting  of  May  9,  the  Washington  representatives  went  over 
the  correspondence  and,  as  they  read  it,  there  was  no  doubt 
about  Mr.  Willard  having  mentioned  building  materials  as  be- 
ing the  commodities  to  be  discussed,  and  not  merely  road- 
making  materials. 

Before  taking  up  the  subject  of  rate  reductions  with  Mr. 
Willard,  representatives  of  the  building  material  Interests  had 
consulted  traffic  managers,  rated  as  high  as  vice-presidents,  but 
had  been  met  with  the  assertion  that  the  problem  was  national 
in  scope  and  that,  therefore,  the  particular  traffic  manager  with 
whom  the  talk  was  taking  place  could  do  nothing. 

On  the  theory  that  it  was  a  national  problem,  the  Wash- 
ington representatives  took  up  the  subject  with  Mr.  Willard,  as 
the  chairman  of  the  committee  of  executives  which  had  con- 
ducted rate  increase  cases  before  the  Commission.  The  face- 
brick  people,  in  particular,  had  found  it  impossible  to  make 
any  progress  in  talking  with  traffic  managers  because,  the  latter 
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asserted,  it  was  a  national  problem  with  which  DO  particular 
traffic  manager  could  deal. 

At  the  meeting  on  May  9  the  men  who  thought  they  had 
arranged  a  conference  for  May  13  could  not  see  how  Mr.  Willard 
could  have  obtained  the  understanding  that  the  requested  con- 
ference was  to  be  confined  to  road-building  materials.  There- 
fore, they  were  anxious  to  have  a  talk  with  Mr.  Willard  for  a 
clearing  away  of  the  misunderstanding,  and  the  arranging  for 
such  a  conference  as  they  thought  Mr.  Willard  had  expressed 
the  belief  could  be  arranged  for  on  May  13. 


RAILWAY  OPERATING  INCOME 

Tht  Traffic  World  Washington  Bureau 

March  returns  by  class  I  roads  show  a  remarkable  im- 
provement in  the  net  railway  operating  income  for  that  month 
over  the  corresponding  month  of  the  preceding  year.  Returns 
from  about  145  of  the  203  class  I  roads  have  been  received  by 
the  Commission.  A  summary  of  the  returns  will  probably  be 
issued  about  May  14.  It  is  expected  to  show  March  for  the 
current  year  to  be  much  better,  in  a  money  sense,  than  March, 
1920. 

In  the  returns  of  43  carriers  for  March,  1920,  the  minus 
sign  was  placed  before  the  figure  representing  the  net  operating 
income  of  21  railroads.  In  March  of  this  year,  only  five  of  those 
43  roads  reported  deficits.  At  the  time  this  was  written  no 
compilation  had  been  made  of  the  returns,  but  the  changes  in 
the  figures  for  the  43  carriers  in  question  were  so  remarkable 
as  to  create  the  conviction  that,  when  the  compilation  or  sum- 
maries are  made,  it  or  they  will  show  a  great  improvement,  even 
if  the  car-loading  figures  for  the  month  are  not  so  satisfactory 
as  for  the  corresponding  month  of  last  year. 

Probably  the  most  remarkable  performance  was  that  of  the 
Pennsylvania  Railroad  Company.  In  March,  1920,  it  had  a  deficit 
of  $897,245.  In  March  of  this  year  it  had  a  net  operating  income 
of  $4,549,358.  In  the  first  three  months  of  1920  that  carrier  had 
a  deficit  of  $10,686,368,  while  in  the  first  three  months  of  this 
year  it  had  an  income  of  $5,919,803,  the  bulk  of  which  was 
earned  in  March  of  this  year.  The  New  York  Central  increased 
its  net  of  $1,373,545  in  March,  1920,  to  $4,876,575  in  March  of  this 
year. 

Another  remarkable  financial  performance  was  that  of  the 
Atlantic  Coast  Line,  which  in  March  of  this  year  had  a  net 
railway  operating  income  of  $1,477,313,  to  compare  with  an  in- 
come of  $787\412  in  March  of  last  year. 

Not  all  the  southern  railroads  did  as  well  as  the  Atlantic 
Coast  Line.  The  Southern,  in  March,  1920,  for  instance,  had  a 
net  railway  operating  income  of  $2,308,393,  but  in  March  of  this 
year  its  net  was  only  $1,237,755.  The  Louisville  &  Nashville 
in  March,  1920,  had  a  net  of  $1,794,483,  and  in  March  of  this 
year  only  $471,510.  The  Illinois  Central,  however,  which  in 
March,  1920,  had  a  net  of  $1,706,344,  had  a  net  of  $2,298,125  this 
year. 

The  figures  for  the  43  roads  in  question,  set  in  parallel 
columns,  with  the  minus  sign  to  indicate  a  deficit,  are  as  follows: 
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"Reports  of  Railroad  operation  for  March,  just  received  by 
the  Commission,  show  a  net  operating  income  of  the  carriers  for 
that  month  of  $30,894,065.  On  the  basis  of  the  tentative  valu- 
ation fixed  for  the  rate  making  purposes  by  the  Commission  un- 
der the  transportation  act,  this  would  be,  on  an  annual  basis,  a 
return  of  2.29  per  cent.  The  railroads  in  March  fell  short  $50,- 
194,935  of  earning  the  amount  contemplated  by  the  transporta- 
tion act. 

"It  was  the  first  month  since  December  that  the  railroads 
had  not  suffered  a  deficit,  the  deficit  having  been  $958,399  in 
January  and  $7,378,307  in  February. 

"The  result  in  March,  compared  with  the  preceding  months, 
was  due  principally  to  a  marked  reduction  in  the  cost  of  opera- 
ation  caused  by  the  institution  of  various  economies  and  reduc- 
tions by  many  roads  in  the  number  of  employes.  It  was  also  due 
in  part  to  an  increase  in  traffic,  the  number  of  cars  loaded 
weekly  with  revenue  freight  in  February  having  averaged  682,- 
500  cars,  while  in  March  the  average  was  698,000. 

"While  the  operating  revenues  of  the  roads  in  March  were 
$458,361,526,  or  a  decrease  of  two-tenths  of  one  per  cent  com- 
pared with  those  for  March,  1920,  operating  expenses  totaled 
$399,429,447,  or  a  decrease  of  4.8  per  cent  compared  with  one 
year  ago.  In  February  95  cents  out  of  every  dollar  received  in 
revenues  was  paid  out  in  expenses,  while  in  March  this  had 
been  •  reduced  to  approximately  87  cents. 

"The  net  railway  operating  income  ($30,894,065)  was  an 
increase  of  104.6  per  cent  over  that  for  March,  1920. 

"For  the  seven  months  beginning  on  September  1,  1920, 
when  the  guaranty  period  expired,  the  net  operating  income  of 
the  railroads  had  totaled  $249,014,687,  which  would  be  at  the 
annual  rate  of  return  of  2.44  per  cent  on  the  tentative  valua- 
tion of  the  railroads.  This  total  is  $363,760,303  below  the  amount 
contemplated  under  the  rates  established  by  the  Commission. 
"As  has  been  the  case  in  previous  months,  all  districts  fell 
far  short  in  March  of  earning  a  return  of  six  per  cent.  In  the 
Eastern  district  the  net  operating  income  of  the  carriers  was 
at  the  average  annual  return  only  of  1.91  per  cent;  in  the 
Southern  district  2.27  per  cent,  and  in  the  Western  district,  2.66 
per  cent. 

"With  complete  reports  except  from  the  Cincinnati,  Indi- 
anapolis &  Western  Railroad,  the  operating  revenues  for  the 
roads  in  the  Eastern  district  were  $205,864,936  or  an  increase 
of  nine-tenths  of  one  per  cent  over  those  for  March,  1920,  while 
total  operating  expenses  were  $183,721,741  or  a  decrease  of  7 
per  cent  compared  with  one  year  ago.  The  net  operating  in- 
come was  $10,547,118,  which  was  an  increase  of  499  per  cent 
over  the  same  month  last  year. 

"Complete  reports  from  the  Southern  district  show  that  the 
operating  revenues  in  March  were  $75,187,344,  or  a  decrease  of 
2.5  per  cent  compared  with  that  month  last  year,  while  total 
operating  expenses  were  $65,846,562  or  a  decrease  of  one-fifth 
of  one  per  cent  compared  with  the  same  month  in  1920.  The 
net  operating  income  for  the  roads  in  the  Southern  district  was 
$5,268,444,  or  a  decrease  of  38.2  per  cent  compared  with  one  year 
ago. 

"With  reports  from  the  Duluth,  South  Shore  and  Atlantic 
and  the  Chicago,  Peoria  and  St.  Louis  railroads  missing,  the 
operating  revenues  for  the  Western  district  were  $177,309,246, 
or  a  decrease  of  two-fifths  of  one  per  cent  compared  with  those 
for  March  last  year.  Operating  expenses  for  the  district  were 
$149,861,144,  which  was  a  decrease  of  3.8  per  cent  compared 
with  one  year  ago,  while  the  net  operating  income  was  $15,- 
078,503,  or  an  increase  of  63.6  per  cent  over  that  in  March,  1920." 

ST.   LOUIS  SOUTHWESTERN    BONDS 

Authority  has  been  granted  by  the  Commission  to  the  St. 
Louis  Southwestern  Railway  Company  and  the  St.  Louis  South- 
western Railway  Company  of  Texas  to  issue  $384,990  of  joint 
promissory  notes  in  connection  with  the  procurement  of  10  loco- 
motives. The  notes  will  be  made  payable  to  the  Baldwin  loco- 
motive Works  to  cover  deferred  payments  on  the  locomotives. 
The  two  companies,  which  control  their  rolling  stock  jointly 
paid  $128,330  in  cash  for  the  locomotives  and  agreed  to  pay  $64,- 
165  at  intervals  of  six  months  beginning  April  18,  1921,  and  end- 
ing October  18,  1923,  with  interest  on  the  deferred  installments  at 
the  rate  of  6  per  cent  per  annum.  The  promissory  notes  will 
cover  the  deferred  installments. 


LOANS  TO   RAILROADS 

Approval  of  a  loan  of  $10,000,000  to  the  Chicago,  Milwaukee 

Paul  Railway  Company  to  aid  the  carrier  in  meeting  its 

™      ™g  '°debt^ness  was  announced  by  the  Commission  April 

30.     The  Commission   also   approved  loans   to   the   Lake  Erie, 

f     tr1,11}™    Clarion  for  $25,000,  and  to  the  Bangor  &  Aroostook 

53,100,  to  aid  those  carriers  in  providing  themselves  with 

new  equipment. 


VIRGINIA  BLUE   RIDGE  BONDS 

r™  «J  rgmt  ?  f  R'd?e  Railwav  has  been  authorized  by  the 
oVT£nnn°VfiP\edgewand  rePledee  f™m  time  to  time  all  or  part 
tL1™  °  -  f t  mortgaSe  6  Per  cent  gold  bonds,  now  held  in 
not C°mpatny  1  treasury,  as  collateral  security  for  any  short-term 
note  or  notes  it  may  issue. 
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Tentative  Reports  of  the  Commission 


RATE  ON  SULPHATE  OF  AMMONIA 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  F.  C.  Hillyer,  in  a  report 
on  No.  11933,  Hazelhurst  Oil  Mill  and  Fertilizer  Co.  vs.  Elgin, 
Juliet  &  Eastern,  Director-General,  et  al.,  as  to  a  joint  sixth  class 
raic  of  67.5  cents  on  four  carloads  of  sulphate  of  ammonia, 
shipped  in  February  and  March,  1920,  from  Gary,  Ind.,  to  Hazel- 
hurst,  Miss.  The  complainant  paid  freight  charges  at  the  rate 
of  31.5  cents,  on  the  theory  that  that  was  the  lowest  combination 
and  in  disregard  of  the  joint  sixth  class  rate,  and  was  afterward 
presented  with  a  bill  for  undercharges.  The  examiner  said 
there  were  combinations  of  32  and  38.5  cents.  The  rate  of  31.5 

s  applied  from  Chicago,  but  not  from  Gary.  The  carriers 
expressed  a  willingness  to  establish  the  31.5-cent  rate  from  Gary 
and  make  reparation  down  to  the  basis  of  that  rate.  The  exam- 
iner said  that  31.5  cents  would  have  been  a  reasonable  rate. 
He  recommended  reparation  to  that  basis  through  a  waiver  for 
i  lie  collection  of  the  undercharges  and  an  order  requiring  it  to 
be  established  for  the  future,  subject  to  the  increases  authorized 
in  Ex  Parte  No.  74. 


RATES  ON  STRAW 

Examiner  Warren  H.  Wagner,  in  a  report  on  No.  11985, 
United  Paperboard  Co.,  Inc.,  vs.  Big  Four  et  al.,  has  recom- 
mended a  finding  of  unreasonableness  as  to  rates  on  straw  from 
points  in  Illinois  on  the  Big  Four,  near  Mt.  Carmel,  to  Rockport, 
Ind.  The  allegation  was  that  application  of  the  fifth  class  rate 
from  'and  after  November,  1918,  made  the  rates  unreasonable 
and  that  since  December  31,  1919,  they  have  been  in  violation 
of  the  aggregate  of  the  intermediates. 

The  rates  are  in  excess  of  those  prescribed  by  the  Commis- 
sion in  Straw  Rates  from  St.  Louis  to  Anderson,  Ind.,  36  I.  C.  C. 
30,  increased  by  the  various  permissions  given  since  1915.  The 
railroads  conceded  that  the  joint  rates  in  excess  of  the  com- 
binations were  unreasonable,  but  contended  that  the  rates  pre- 
scribed by  the  Commission  were  not  intended  for  application 
over  anything  other  than  single-line  hauls. 

Wagner  recommended  rates  of  9.5  cents  from  Crossville, 
Grayville,  Cowling  and  Keensburg;  11  cents  from  Robinson; 
and  11.5  cents  from  Trimble  and  Hutsonville,  subject  to  the 
increases  allowed  in  Ex  Parte  No.  74. 


CATTLE,  TEXAS  TO  WYOMING 

Attorney-Examiner  W.  A.  Disque  has  recommended  the  dis- 
missal of  No.  12065,  W.  P.  Parks  vs.  C.  B.  &  Q.,  Director-Gen- 
eral, et  al.,.  on  a  holding  that  the  charges  on  twenty-eight  car- 
loads of  cattle  from  Lemesa,  Tex.,  to  Moorcroft,  Wyo.,  consti- 
tuting a  return  movement  of  cattle  that  had  previously  been 
shipped  south,  had  not  been  shown  to  be  unreasonable. 

In  this  case  the  complainant  tried  to  have  applied  to  his 
shipment  the  emergency  rates  made  by  Director-General  Hines 
in  the  summer  of  1919  whereby  starving  cattle  in  Montana  and 
Wyoming  were  sent  to  pastures  in  Texas  and  then  returned  to 
points  of  origin,  at  one-third  of  the  regular  rate.  The  emer- 
gency rates  did  not  apply  from  Moorcroft.  The  complainant 
admitted  that  no  emergency  existed  there,  but  said  he  had 
shipped  his  cattle  south  because  the  cost  of  winter  feed  would 
be  high.  He  contended  that  low  rates  for  their  return  should 
have  been  made.  There  never  was  any  tariff  authority  for 
shipments  south  from  Moorcroft  and  return  to  that  point  on 
reduced  rates. 


MEATS,  ETC.,  FROM  MASON  CITY 

In  a  tentative  report  on  No.  11578,  Jacob  E.  Decker  &  Sons 
vs.  Minneapolis  &  St.  Louis,  Director-General  et  al.,  Examiner 
Bronson  Jewell  has  recommended  a  holding  that  the  rates  on 
Iresli  meats  and  packing  house  products  in  straight  or  mixed 
carloads  from  Mason  City,  la.,  to  Minneapolis  are  not  unduly 
prejudicial  to  Mason  City.  He  further  recommended  a  holding 
that  the  rate  on  packing  house  products  from  Mason  City  to 
Duluth  is  unduly  prejudicial  because  and  to  the  extent  that  it 
exceeds  the  rates  contemporaneously  in  effect  from  Chicago, 
Milwaukee,  and  Cudahy,  Wis.  He  said  the  undue  prejudice  had 
not  been  shown  to  have  caused  damage  to  the  complainant,  and 
that  therefore  reparation  should  be  denied. 

Defendants  insisted  that  all  the  complications  felt  by  the 
'•otiiplainant  came  from  points  from  which  the  rates  were  prop- 
erly aligned.  The  examiner  said  that  the  carriers  in  their  ex- 
hibit which  included  rates  from  Minnesota  points  to  Duluth,  the 
ton  mile  earnings  under  the  Mason  City  were  not  shown  to  be 
out  of  line  with  the  general  adjustment.  There  was,  however, 


one  conspicuous  exception,  he  said,  and  that  wan  the  rate  from 
St.  Paul  to  Duluth.  The  carrier*  admitted  that  It  might  be  nub- 
normal  in  comparison  with  the  rates  from  the  other  points.  The 
defendants  in  this  case,  however,  the  examiner  nakl,  had  no 
control  over  that  rate  because  it  was  established  and  maintained 
by  carriers  not  serving  Mason  City  or  participating  In  traffic 
from  that  point  to  Duluth. 

The  examiner  said  that  the  rates  proposed  by  the  complain- 
ant would  correct  the  situation  created  by  the  refusal  of  the 
Commission  to  group  Mason  City  with  other  Iowa  points.  He 
said  they  would  necessitate  a  readjustment  for  the  whole  ter- 
ritory, and  that  without  an  ample  record  it  would  be  Injudicious 
to  disturb  the  existing  relationships. 


RATES  ON  LUMBER,  ETC. 

In  a  proposed  report  on  No.  11608,  Pioneer  Lumber  Co.  et  al. 
vs.  Chicago,  Burlington  &  Quincy  et  al.,  Examiner  F.  W.  McM. 
Woodrow  has  recommended  a  holding  that  the  rates  on  lumber 
and  lumber  products  from  points  in  Idaho,  Montana  and  Wash- 
ington to  Ucross  and  Buffalo,  Wyo.,  are  not  unreasonable  but 
unduly  prejudicial. 

This  case  is  an  unusual  situation.  The  complaining  com- 
munities are  on  the  Wyoming  Valley  Railway,  an  independent 
line,  rates  to  which  are  made  by  adding  the  locals  to  the  junc- 
tion point  rates,  on  lumber,  to  make  up  the  total  charge  to 
consumers  of  lumber  and  lumber  products.  The  lumber  rates 
to  points  on  proprietary  branch  lines  are  blanketed.  Such  treat- 
ment, however,  is  not  accorded  to  the  complaining  communities. 
As  to  the  points  on  proprietary  branches  the  rates  are  blanketed 
from  points  of  origin  to  points  of  destination.  The  Burlington 
has  refused  to  extend  the  blanket  rate  to  the  points  on  the 
Wyoming  Valley.  They  have  to  pay  the  combination  of  locals 
based  on  Clearmont,  the  junction  point.  Each  factor  of  the 
combination  was  increased  by  the  operation  of  General  Order 
No.  28.  The  Wyoming  Valley  increased  its  rates  in  accordance 
with  that  order.  Three  days  later  it  was  released  from  federal 
control,  so  the  limitation  of  twenty-five  per  cent  but  not  ex- 
ceeding flve  cents  did  not  apply  to  it. 

Woodrow  came  to  the  conclusion  that  the  rates  had  not  been 
shown  to  be  unreasonable  per  se.  The  testimony  showed.  Wood- 
row  said,  that  but  for  the  unfavorable  rate  adjustment,  farmers 
south  of  a  dividing  ridge  between  Buffalo,  on  the  Wyoming  Valley 
and  Sheridan,  Wyo.,  on  the  main  line,  would  probably  buy  their 
lumber  in  Buffalo.  Competitors  of  the  Pioneer  Lumber  Com- 
pany, at  points  other  than  Buffalo,  appeared  to  be  able  to  get 
the  business  that  might  be  expected  to  go  to  Buffalo. 

Upon  that  showing  he  recommended  an  order  directing  the 
carriers  to  remove  the  prejudice.  He  said  no  damage  had  been 
shown  to  have  resulted  from  the  application  of  the  unduly  pre- 
judicial rates.  Therefore,  he  recommended  a  denial  of  repara- 
tion. 

J.  B.  Campbell  of  Spokane,  now  a  Commissioner,  was  attor- 
ney for  the  complainants,  who  are  the  lumber  company  and 
users  of  lumber. 


BOTTLES  AT  CINCINNATI 

Examiner  Howard  Hosmer,  in  a  report  on  No.  12049,  Charles 
Boldt  Glass  Co.  vs.  Director  General,  as  agent,  has  advised  the 
Commission  to  hold  that  the  charges  assessed,  but  not  all  col- 
lected, on  fourteen  carloads  of  empty  glass  bottles  from  the  Car- 
rel Street  Station,  Cincinnati,  to  Newport  and  Latonia,  Ky., 
within  the  switching  limits  of  Cincinnati,  moving  between  July 
8,  1918,  and  January  2,  1919,  were  unreasonable  to  the  extent 
that  they  exceeded  30  cents  a  ton,  twenty  tons  minimum,  plus 
2.5  cents  per  100  pounds.  The  latter  were  the  rates  published 
by  the  Railroad  Administration  subsequent  to  the  shipments. 
Two  minima  of  $15  per  car  and  the  other  of  $6  per  car  were 
collected,  or  approximately  $1.05  per  ton.  The  complainant  as- 
serted that  the  collection  of  two  minima  for  a  switching  move- 
ment was  in  violation  of  General  Order  No.  28,  and  that  the 
$15  per  car  was  intended  to  apply  on  line-hauls.  The  examiner 
said  that  the  form  of  publication,  one  of  the  charges  being  in 
a  switching  tariff  did  not  touch  the  question  of  reasonableness. 
He  reached  his  conclusion  that  the  charges  were  unreasonable 
by  comparing  them  with  rates  for  no  greater  services  in  the 
same  vicinity.  The  uncollected  undercharges  are  to  be  waived 
and  reparation  is  to  be  made  for  the  rest  of  the  amount  in- 
volved. 


MEATS,  ETC.,  FROM  HAGGART,  N.  D. 

Attorney-examiner  W.  A.  Disque,  in  a  report  on  No.  12014, 
Equity  Co-operative  Packing  Co.  vs.  Director  General,  as  agent, 
has  recommended  a  holding  of  unreasonableness  and  an  award 
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of  reparation  as  to  rates  and  shipments  of  fresh  meats  and 
pacing  house  products  from  Haggart,  N.  D.,  to  St.  Paul  and 
Duluth8  in  the  period  beginning  July  18.  1919,  when  the  com- 
plainant  began  operating  its  plant,  to  December  31  1919.  The 
report  also  covers  the  period  from  March  1  to  October  31,  1920, 
.rates  during  which  were  brought  into  question  by  sub-num- 
ber 1  of  the  same  complaint  brought  by  the  same  complainant 
against  the  Northern  Pacific. 

Disque  compared  the  class  rates  which  the  complainant 
had  to  pay  while  the  plant  was  operating  during  federal  control, 
with  the  much  lower  commodity  rates  from  Sioux  City,  bioux 
Falls  Austin  and  Winona,  Minn.,  to  St.  Paul  and  Duluth,  and 
came  to  the  conclusion  that  the  rate  of  54  cents  on  fresh  meats 
from  Haggart  to  St.  Paul  and  Duluth  was  unreasonable  because 
and  to  the  extent  that  it  exceeded  a  rate  of  35.5  cents  on  fresl 
meats  He  also  concluded  that  the  rate  of  30  cents  on  packing 
house  products  from  Haggart  to  St.  Paul  and  Duluth  was  un- 
reasonable because,  and  to  the  extent  it  exceeded  a  rate  of  to 

1  At  the  hearing  the  Northern  Pacific  was  willing,  without  an 
order  from  the  Commission,  to  make  rates  from  Haggart  to  b 
Paul  and  Duluth,  the  same  as  from  Austin  and  Winona  to 
Duluth  In  April,  1920,  it  filed  a  reduced  rate  application  for 
permission  to  establish  the  rates,  but  it  was  never  passed  upon. 
No  further  action  was  taken  by  the  Northern  Pacific  looking 
to  the  establishment  of  reduced  commodity  rates  from  Haggart 
to  St.  Paul  and  Duluth. 

The  director  general  and  the  Northern  Pacific  contended  at 
the  hearing  that  the  class  rates  were  reasonable,  and  resisted 
any  suggestions  of  reparation,  on  the  ground  that  the  rates 
from  the  packing  houses  at  other  points  were  unduly  low  and 
not  a  measure  of  reasonableness  because  reduced  by  competi- 
tion. They  also  pointed  to  the  fact  that  because  of  the  action 
of  the  North  Dakota  state  commission  the  complaining  packer 
had  never  paid  an  increase  in  the  inbound  rates,  except  for  a 
period  of  three  weeks  in  September,  1920.  The  Northern  Pacific 
contended  that  the  rates  it  was  willing  to  establish  would  be 
lower  than  reasonable,  but  that  it  was  willing  to  establish  them 
to  encourage  the  plant  at  Haggart.  It  also  contended  that  the 
rates  proposed  would  be  lower  than  the  Commission  could  order 
them  to  establish  because  the  basis  would  be  that  brought 
about  by  the  orders  of  the  Minnesota  commission  and  the 
Minnesota  legislature,  over  which  there  were  litigation.  Disque 
said,  however,  that  the  contention  of  the  railroads,  made  in 
that  litigation,  that  the  rates  established  by  Minnesota  were 
conflscatory  had  not  been  proved. 

The  rates  mentioned  by  Disque  as  being  reasonable  for 
the  Haggart  tonnage,  if  ordered  by  the  Commission,  will  be  in- 
creased 35  per  cent  in  accordance  with  the  Commission's  per- 
mission in  Ex  Parte  No.  74. 

COAL,  KENTUCKY  TO  IOWA 

A  finding  of  misrouting  and  an  award  of  reparation  have 
been  recommended  by  Examiner  Charles  R.  Seal  in  a  report  on 
No.  12118,  West  Kentucky  Coal  Company  vs.  Director  General, 
as  agent,  as  to  four  carloads  of  coal  from  Clay,  Ky.,  to  Clinton, 
la.,  shipped  in  January,  1920.  A  combination  of  $3.55,  based 
on  Chicago  was  assessed  by  the  L.  &  N.  Seal  found  a  lower 
combination  of  $2.85  and  recommended  reparation  to  that  basis. 

Owing  to  a  shortage  of  cars  on  the  Illinois  Central,  the 
complainant  loaded  L.  &  N.  cars.  The  Illinois  Central  had  a 
rate  of  $1.95  from  Clay  to  Clinton.  It  was  contended  in  be- 
half of  the  complainant  that,  inasmuch  as  the  roads  were  under 
federal  control,  it  was  the  duty  of  the  L.  &  N.  to  turn  the  cars 
over  to  the  Illinois  Central  and  impose  a  switching  charge  for 
the  service  at  Clay.  Examiner  Seal  said  that  regardless  of 
federal  control  the  tariffs  provided  no  rate  of  $1.95  via  the 
L.  &  N.,  nor  any  such  switching  interchange  at  Clay  as  sought 
by  the  complainant,  and  that  the  legally  applicable  rate  was 
the  lowest  combination.  Some  of  the  shipments  were  routed 
via  the  L.  &  N.  and  some  merely  showed  the  delivery  desired 
with  no  routing  instruction,  or  rate  claimed.  The  best  Seal 
could  do  for  the  complainant  was  a  recommendation  that  the 
L.  &  N.  be  held  to  have  misrouted  the  shipments  because  it  did 
not  send  them  over  the  route  carrying  the  lowest  combination. 
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COPPER  BARS,  ROME  TO  PERTH  AMBOY 

Examiner  Frank  E.  Mullen  has  recommended  the  dismissal 
of  No,  11755,  Raritan  Copper  Works  vs.  Director  General,  as 
agent,  N.  Y..  O.  &  W.  et  al.  on  a  holding  that  the  applicable 
fifth  class  rate  of  22.5  cents  on  copper  bars  from  Rome,  N. 
Y.,  to  Perth  Amboy,  N.  J.,  Imposed  in  January,  1920,  was  not 
unreasonable  or  otherwise  unlawful,  although  in  excess  of  a 
commodity  rate  of  18  cents  in  the  reverse  direction  and  also 
in  rxcess  of  the  rate  of  18  cents  established  after  the  shipments 
in  question  had  been  made.  The  complainant  sought  reparation 
to  the  basis  of  the  rate  from  Perth  Amboy  to  Rome. 

The  Identical  bars  carried  from  Rome  to  Perth  Amboy  were 
Khlppert  from  Perth  Amboy  to  Rome.  The  consignee  rejected 
them  and  thpy  were  ordered  back  to  Perth  Amboy.  Before  the 
rrturn  shipment  was  made  the  complainant  asked  for  a  rate 


It  was  not  accorded  until  after  the  shipments 
.  The  examiner  in  support  of  his  recommendation 
ii  quoted  the  standard  cases  that  are  used  to  justify 
rates  higher  in  one  direction  than  in  the  reverse  over  the  same 
ra  Is  without,  however,  any  showing  as  to  why  the  higher  rate 
was Maintained  after  the  lower  commodity  rate  In  the  opposite 
direction  was  established.  The  rate  on  copper  wire,  a  manu 
ractured  product  from  Rome  to  Perth  Amboy,  at  the  time  the 
bars  were  shipped  was  only  18  cents. 

COTTONSEED  TO  CHICKASHA,  OKLA. 

In  a  tentative  report  of  No.  11848,  Apache  Cotton  Oil  and 
Manufacturing  Company  vs.  Director  General,  Arkansas  West- 
ern et  al,  Examiner  Warren  H.  Wagner,  has  recommended  a 
finding  that  rates  on  cotton  seed  from  Cotton  Plant,  Ark.,  and 
from  Certain  stations  on  the  Arkansas  Western  and  Kansas  City 
Southern  to  Chickasha,  Okla.,  since  October  1,  1917  were  un- 
reasonable, and  that  reparation  was  due;  also  that  the  rate 
of  90  cents  on  the  same  commodity  from  points  of  origin  in 
Louisiana  was  unreasonable  because  and  to  the  extent  it  was 
in  excess  of  the  aggregate  of  the  intermediates.  All  the  rates 
mentioned  were  those  in  effect  prior  to  August  26,  1920. 

The  points  of  origin  are  48  places  in  southern  Arkansas 
and  five  in  the  extreme  northeastern  part  of  Louisiana.  Chick- 
asha is  40  miles  southwest  of  Oklahoma  City,  88  miles  from 
the  Texas  line,  and  250  miles  from  the  Arkansas  line.  It  is 
on  the  Santa  Fe,  Frisco  and  Rock  Island.  There  is  no  cot- 
ton gin  at  that  point,  and  the  complainant  buys  seed  in  the 
market  in  competition  with  crushing  mills  located  at  gin  points. 
Because  there  was  a  shortage  in  Oklahoma  in  1917,  the  com- 
plainant went  far  afield  for  seed,  the  usual  movement  of  cot- 
ton seed  being  100  miles  or  less. 

Where  only  single  line  hauls  were  involved  no  attack  wai 
made  on  the  distance  mileage  scale  rates  applied.  But  there 
was  no  mileage  scale  for  application  over  two  or  more  lines 
for  interstate  movements.  Combinations  of  the  locals  were  ap- 
plied. From  Louisiana  the  combination  on  Little  Rock  was  ap- 
plied. That  was  45.5  cents.  The  class  A  rate  from  New  Or- 
leans of  90  cents  was  legally  applicable.  It  exceeded  the  ag- 
gregate of  the  intermediate  rates. 

The  examiner,  having  no  distance  scale  for  interstate  ap- 
plication had  to  attack  the  problem  de  novo.  He  came  to  the 
conclusion  that  the  Commission  should  find  that  a  reasonable 
rate  from  Cotton  Plant  via  the  Missouri  and  North  Arkansas 
would  have  been  those  which  would  have  accrued  on  the  basis 
of  6.5  cents  from  Cotton  Plant  to  Wheatley;  that  the  factors 
charged  from  points  on  the  Arkansas  Western  and  Kansas  City 
Southern  to  Howe  were  unreasonable  to  the  extent  and  because 
they  exceeded  the  contemporaneous  rates  to  Poteau,  and  that 
the  rate  of  90  cents  from  the  Louisiana  points  was  unreason- 
able to  the  extent  that  it  exceeded  the  aggregate  of  the  inter- 
mediates of  45.5  cents,  which  was  the  rate  collected.  Wagner 
recommended  reparation  to  the  bases  found.  The  reparation 
on  shipments  from  Louisiana  could  be  accomplished  by  a  mere 
waiver  of  undercharges. 


RATE  ON  COCOANUT  OIL 

Attorney-Examiner  W.  B.  Hunter  has  recommended  the  dis- 
missal of  No.  11571,  Lautz  Bros.  &  Co.  vs.  Director-General,  as 
agent,  on  a  holding  that  the  import  rate  of  $1.125  on  crude  cocoa- 
nut  oil,  in  tank  cars,  from  San  Francisco  to  Buffalo,  applied  on 
shipments  moving  in  October,  November  and  December,  1918, 
was  not  unreasonable. 


M.  RY.  &  N.  CO.  STOCKS  AND  BONDS 

The  Muskegon  Railway  and  Navigation  Company  has  been 
authorized  by  the  Commission  to  issue  and  sell  not  exceeding 
$304,900  of  common  capital  stock  for  cash  at  not  less  than  par 
and  not  exceeding  $304,900  of  first  mortgage  6  per  cent  bonds 
at  not  less  than  80  per  cent  of  par  and  accrued  interest. 

The  company  applied  for  authority  to  issue  and  sell  $416,500 
of  its  common  capital  stock  at  par,  and  $732,800  of  its  first  mort- 
gage 6  per  cent  gold  bonds  at  not  less  than  80  per  cent  of 
par  and  accrued  interest  to  raise  funds  to  complete  the  con- 
struction of  its  railroad  from  Muskegon  to  Muskegon  Heights 
in  Muskegon  county,  Michigan,  and  extension  and  connections 
with  the  rail  lines  of  the  Grand  Rapids  and  Indiana  Railway 
Company,  the  Grand  Trunk  Railway  and  the  Pere  Marquette. 
The  cost  of  road  and  equipment  was  originally  estimated  at 
$350,835.  Expenditures  already  made  total  $317,008.  To  com- 
plete the  work  originally  contemplated  it  is  now  estimated,  the 
Commission  said,  that  $206,875  will  be  required,  making  the 
total  cost  of  the  main  line  $523,083,  or  $172,248  more  than  was 
originally  estimated.  The  extensions  and  connections  will  cost 
$404,230,  making  a  total  of  $577,378  now  required.  Construc- 
tion material  on  hand  is  estimated  to  be  worth  $28,558.92  and 
deducting  that  from  the  total  needed,  the  Commission  said,  $548,- 
819.08  would  be  necessary,  as  represented  by  the  company.  The 
Commission  held  that  if  the  application  were  granted  in  full 
an  amount  in  excess  of  what  is  needed  would  be  obtained. 
Therefore,  It  cut  the  requests  to  the  amounts  stated. 
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(Address  by  Henry  A  riilmrr.  editor  of  The  Traffic  World  before 
the  .Miami  Valley  Tralllo  Club,  at  Dayton,  May  2,  and  the  Transporta- 
tion Club  of  Louisville.  May  3.) 

The  subject  on  which  I  am  going  to  talk  to  you  this  evening 
is  i in-  railroad  problem.  A  great  many — perhaps  all — of  the 
things  I  shall  say  are  known  to  most  of  you.  Probably  some 
(it  you  and  perhaps  many  of  you  take  the  same  view  of  things 
thai  I  do.  But  in  order  to  convince  those  whose  views  are  dif- 

nt  and  strengthen  the  convictions  .of  those  whose  views  are 
the  same,  I  shall  hope,  perhaps,  to  present  some  things  In  relation 
to  others  in  a  way  that  has  not  occurred  to  you.  No  doubt  some 
of  the  things  I  shall  say  by  way  of  introduction  are  so  familiar 
to  you  that  you  will  wonder  why  I  should  say  them.  My  justifi- 
cation is  that  it  seems  to  be  necessary  to  get  the  fundamental 
facts  before  us  in  such  arrangement  that  we  may  see  things  in 
their  proper  relationship. 

In  the  first  place,  what  is  the  railroad  problem?  It  is  always 
with  us  in  some  form  or  other.  There  are  many  phases  of  it. 
But  fundamentally  and  broadly  speaking,  the  railroad  problem 
is  the  problem  of  assuring  to  carriers  under  private  ownership 
and  operation,  adequate  revenue,  and  assuring  to  the  shipping 
public,  at  the  same  time,  adequate  service  and  reasonable  rates. 
That  is  my  own  definition  and  I  like  it.  I  think  it  includes 
everything  that  need  be  considered  and  excludes  everything  that 
is  not  essential. 

Now,  why  is  it  necessary  that  adequate  revenue  be  assured 
to  the  carriers?  Why  not  let  them  struggle,  as  other  business 
struggles,  and  succeed  or  fail,  as  other  business  succeeds  or 
falls?  It  may  seem  silly  to  propound  such  a  quetsion  as  this 
to  an  audience  of  this  kind,  but  my  experience  has  taught  me 
that  fewer  men  of  your  sort  than  one  would  think  possible 
understand  this  fundamental  point.  The  reason  is  that,  if  the 
railroad  business  is  to  continue  as  privately  operated  business, 
there  must  be  a  proper  return  on  the  capital  invested.  Other- 
wise capital  will  cease  to  interest  itself  and  there  will  either 
be  no  transportation  or  the  government  will  operate  the  rail- 
roads. 

We  do  not  undertake  to  assure  adequate  revenue  to  the 
carriers  because  we  are  solicitous  about  those  who  have  money 
invested  in  them.  That  is  merely  a  part  of  the  Imaginings  of 
the  demagogues  and  their  victims  who  must  have  an  opportunity 
to  talk  about  the  wickedness  of  "Wall  Street."  We  are  solici- 
tous merely  that  transportation  may  continue  under  the  policy 
of  private  ownership,  which  President  Harding,  thank  God, 
has  said  that  Congress  has  no  sanction  to  change.  We  want 
it  thus  continued  for  the  benefit  of  business  and  our  commercial 
health.  Our  motives  are  selfish.  If  it  is  thus  to  continue  the 
men  who  run  it  must  make  money.  If  we  do  not  let  them  make 
money  and  they  refuse  longer  to  invest  in  rail  properties — 
which  they  will — then  government,  in  fulfillment  of  its  duty  to 
furnish  transportation  facilities,  must  take  over  the  lines  and 
operate  them  itself.  It  will  have  to  do  so  in  spite  of  declarations 
of  policy  by  President  Harding  who,  in  his  recent  message, 
said  not  only  that  Congress  had  no  sanction  for  government 
ownership,  but  that  it  must  not  levy  taxes  on  the  people  t0 
cover  deficits  in  a  service  that  should  be  self-sustaining.  For 
that  is  the  alternative.  Either  we  pay  rates  that  will  enable 
private  owners  to  make  a  living,  or  we  pay  taxes  that  will 
enable  the  government  to  operate  the  railroads  regardless  of 
profit.  If  we  can  get  that  firmly  fixed  in  our  minds,  we  have 
taken  an  important  step  in  the  solution  of  the  railroad  problem. 
We  have  been  convinced  of  the  necessity  for  retaining  the  policy 
of  private  operation  and  ownership  and  we  understand  the  rea- 
son for  making  it  possible  for  the  owners  of  the  rail  properties 
to  make  a  return  on  their  investment. 

Government  Operation 

Of  course,  if  you  are  a  believer  in  the  doctrine  of  govern- 
ment ownership  and  think  the  government  ought  to  take  over 
the  railroads  and  operate  them,  then  you  will  not  be  interested 
in  what  I  have  to  say  this  evening.  I  am  talking  to  those  who 
believe  in  retaining  what  has  been  the  policy  of  the  government 
up  to  this  time — to  leave  to  private  capital,  under  proper  regu- 
lation, the  job  of  furnishing  transportation — and  with  the  idea 
that  most  practical  men  whose  opinions  are  worth  while  are 
convinced  that  this  is  the  proper  policy.  I  say  this  in  spite  of 
the  fact  that  many  men  prominent  under  the  last  national  ad- 
ministration advocated  paternalism,  at  least,  to  the  extent  that 
they  wanted  what  they  called  a  "fair  test"  of  government  opera- 
tion under  other  than  war  conditions.  But  their  day  has  passed. 
My  own  idea  is  that  government  operation  had  sufficient  test 
while  Mr.  McAdoo  was  wrecking  the  railroads  and  that,  so  far 
from  the  conditions  at  that  time  being  unfavorable  to  a  fair 
test,  they  were  more  favorable  than  they  would  probably  be  at 
any  other  time,  for  the  very  reason  that  the  patriotism  aroused 
by  the  fact  that  we  were  at  war  with  a  powerful  enemy  kept 
us  from  the  excesses  of  political  favoritism  that  would  inevitably 
ensue  with  government  operation  under  any  other  circumstances. 


1  can  talk  to  those  who  are  enamored  of  government  ownership 
or  operation,  but  I  am  not  going  to  do  BO  now. 

We  could  go  deeply  Into  the  history  of  the  railroads,  their 
difficulties,  the  attempts  to  help  and  to  regulate  them,  their 
faults  and  their  misfortunes.  But  It  will  be  sufficient,  for  our 
purposes  tonight  to  begin  with  their  return  to  private  owner- 
ship, in  March,  1920,  after  the  government,  through  a  mistaken 
notion  of  what  was  necessary,  had  taken  them  over  for  war 
purposes  and  the  Railroad  Administration  had  disrupted  their 
organizations,  destroyed  their  traffic  arrangements,  allowed  their 
equipment  to  get  into  a  bad  state  of  repair,  and  Increased  wages 
to  an  unprecedented  high  point  without  a  corresponding  ad- 
vance in  rates  to  produce  necessary  revenue,  and  then  dumped 
the  whole  load  of  junk  at  the  railroads'  door  and  made  it« 
"getaway"  over  the  back  fence.  Our  present  situation  begins 
with  that,  with  the  enactment  by  Congress  of  the  transportation 
act  of  1920- — sometimes  known  as  the  Esch-Cummtns  act — and 
the  subsequent  decision  in  Ex  Parte  No.  74  by  the  Interstate 
Commerce  Commission,  in  accordance  with  that  act.  Increasing 
freight  rates  thirty-five  per  cent  in  the  country  as  a  whole. 

Labor  Board  and  Rate  Section 

The  transportation  act  of  1920  did  many  things,  but  we  are 
Concerned  Just  now  with  only  two.  J"|n't  lf  r-riatatt  a  •RQllM»ofl 
Labor  Board,  tn  settle  wagp  enntrnvpruipg  and,  second,  it  estab- 
lished a  new  Hvatem  of  making  rates  with  a  vjeWto  assuring 


v^^MIHHMB^^UMMMMM^taMb^^kfcbMrt^v^^^UBl^lM 

adequat,f  revaniia  tn  the  pArrlpri^  It  instructed  the  Interstate 
Commerce  Commission  to  make  rates  so  that  the  carriers,  as  a 
whole  or  by  groups,  should  earn  a  net  revenue  of  six  per  cent 
on  the  value  of  their  property  used  in  transportation  service, 
that  value  to  be  ascertained  by  the  Commission.  The  Commis- 
sion proceeded  to  fix  a  valuation,  divided  the  carriers  Into 
groups,  and  then  advanced  the  rates  in  an  attempt  to  comply 
with  the  law.  This  rate-making  scheme  is  what  is  known  as 
the  Warfield  plan. 

when  it~w?.s~p"rbposed  an3  fsaidso  then  as*forcibly  as  I  knew 
how.  I  do  not  like  it  any  better  now.  I  dislike  it  because  of 
ils  paternalistic,  communistic  nature  in  attempting  to  insure  a 
fixed  rate  of  return  to  the  carriers,  and  I  condemn  it  in  its 
practical  aspect  as  defeating  its  own  end.  It  instructs  the  Com- 
mission to  make  rates  that  will  produce  a  certain  net  revenue, 
found  to  be  absolutely  necessary,  and  then  provides  that  any 
carrier  earning  more  than  that  rate  of  net  revenue  out  of  the 
total  provided  for  the  group  in  which  it  is  located,  shall  turn 
over  half  of  the  excess  to  the  government.  Thus  the  revenue 
determined  to  be  necessary  is  no  longer  there,  because  it  is  de- 
pleted by  the  amount  of  the  sum  taken  by  the  government. 

But  I  believe  in  giving  the  Devil  his  due,  or  at  least  in  not 
attributing  to  him  sins  of  which  he  is  not  guilty.  The  weak- 
nesses that  I  believe  are  to  be  found  in  this  rate-making  plan 
furnish  no  good  ground  for  the  obsession  of  so  many  shippers 
that  the  law  is  responsible  for  the  high  rates  that  vex  them. 
How  can  it  be  held  responsible?  If  the  carriers  were  getting 
rich  out  of  these  rates  or  were  even  earning  somewhere  near 
the  six  per  cent  intended,  there  might  he  some  reason  tn  a  pro- 
test against  the  law.  But  what  are  the  facts?  The  carriers, 
as  a  whole,  are  operating  at  a  deficit.  Of  course,  no  one  con- 
tends that  they  can  continue  to  be  operated  as  private  prop- 
erties if  this  condition  is  not  improved.  How,  then,  would  re- 
peal of  the  law  mend  the  matter?  If  the  Commission  had 
found  the  value  of  the  roads  to  be  only  half  of  what  it  did  find 
it  to  be,  or  if  the  law  had  required  that  rates  be  fixed  so  as 
to  produce  only  three  per  cent  or  two  per  cent  net  revenue 
(assuming  business  to  be  in  the  condition  it  now  is  In),  rates — 
if  the  Commission  did  its  work  with  mathematical  correctness 
— would  still  have  to  be  as  high  as  they  are  now.  Indeed,  they 
would  have  to  be  higher  than  they  are  now  in  order  to  enable 
the  carriers  to  live,  if  their  living  was  to  depend  on  the  level 
of  rates.  Those  who  blame  the  law  overlook  the  real  cause  of 
high  rates,  which  is  high  operating  costs,  and  propose  a  remedy 
that  would  have  not  the  least  effect.  So,  If  we  can  rid  ourselves 
of  the  fallacy  that  the  transportation  law  is  responsible  for  the 
high  rates  and  that,  with  the  law  repealed,  the  rates  could  be 
lowered,  we  shall  have  advanced  another  step  in  our  under- 
standing and  solution  of  the  railroad  problem. 
High  Operating  Costs 

I  say  that  high  operating  costs  are  the  real  cause  for  high 
rates,  and  they  are.  It  is  incomprehensible  to  me  how  men 
who  are  supposed  to  know  the  subject  of  transportation  and  to 
be  capable  of  understanding  economic  conditions  will  meet  in 
solemn  conference  and  adopt  resolutions  against  the  rate-making 
section  of  the  transportation  act  as  the  cause  of  their  woes — 
In  so  far  as  those  woes  relate  to  high  freight  rates — and  say 
hardly  a  word  about  high  operating  costs,  which  is  the  giant  to 
be  slain.  And  in  those  high  operating  costs  the  cost  of  labor 
is  t  lie  chief  factor  and  the  one  that  offers  the  greatest  opper- 
t unity  for  reform. 
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The  general  average  of  operating  expenses  is  now  a  little 
over  92  per  cent,  which  means  that  out  of  every  dollar  taken 
In  by  the  railroads,  92  cents  goes  for  operating  expenses.  Be- 
fore the  war  at  was  about  65  cents.  The  principal  items  in  this 
account  are  wages,  fuel,  maintenance  of  way,  and  maintenance 
of  equipment.  But  the  biggest  Item  is  wages.  In  1920  labor 
got  more  than  sixty  cents  out  of  every  dollar  taken  in  by  the 
railroads.  Before  the  war  it  got  about  forty-two  cents.  These 
figures  serve  to  show  you  the  enormous  expenditure  for  labor 
which  the  roads  must  meet,  though  they  do  not  necessarily  mean 
that  labor  is  overpaid.  But  it  is  overpaid.  It  remains  to  be 
shown  just  how  much  and  in  what  localities  it  is  overpaid  with 
reference  to  the  wage  scale  itself.  This  evidence  is  being  sub- 
mitted to  the  Labor  Board,  and  I  have  no  doubt  but  that,  if  it 
renders  a  just  decision,  it  will  allow  radical  cuts.  But  it  has 
already  been  shown  that  the  employes  are  getting  far  more  than 
they  earn  because  of  the  wasteful  and  foolish  national  working 
agreements  that  were  made  with  the  men  by  the  Railroad  Admin- 
istration while  the  government  operated  the  roads.  The  rail- 
roads estimate  that,  because  of  these  agreements,  they  pay 
$300,000.000  a  year  for  labor  they  do  not  get.  The  figures  may 
be  a  little  high,  but  I  believe  they  are  fairly  correct.  Anyway, 
the  sum  is  enormous  that  is  thus  wasted. 

The  Labor  Board  recently  handed  down  a  decision  abrogat- 
ing these  national  agreements,  effective  July  1.  It  did  so,  how- 
ever. with  a  string  tied  to  its  decision,  it  being  a  part  of  its 
ruling  that,  in  the  making  of  agreements  between  individual 
roads  and  their  employes,  a  set  of  rules  prescribed  by  the  board 
should  be  observed.  These  rules  provide,  for  instance,  for  the 
retention  of  the  eight-hour  day.  It  is  these  rules  that  have 
given  the  excuse  for  the  employes  to  claim  that  they  won  a 
victory  in  the  decision  of  the  board  abrogating  the  national 
agreements,  though,  on  the  face  of  it,  the  decision  is  a  victory 
for  the  roads.  But  I  do  not  believe  that  these  rules  are  espe- 
cially objectionable  to  the  railroads  or  that,  if  they  are,  the 
roads  could  hope  to  negotiate  individual  agreements  with  their 
men  without  submitting  to  practically  what  is  provided  in  these 
rules.  Nevertheless,  the  test  of  what  the  Labor  Board  has  done 
and  of  its  real  attitude  will  come  when  it  passes  on  the  individual 
agreements  between  the  roads  and  their  employes.  It  will  have 
availed  nothing  that  the  board  abrogated  the  national  agree- 
It  retains  the  principle  of  these  agreements  in  the  indi- 
vidual agreements  it  authorizes.  So  we  have  still  to  wait  for 
the  first  of  July,  not  only  for  the  saving  to  the  carriers  through 
the  abrogation  of  the  national  agreements  to  begin  taking  effect, 
but  to  see  whether  the  saving  will  be  what,  on  the  face  of  the 
decision,  it  should  be.  But  the  decision  of  the  board  is  a  ray 
'  hope  in  a  dark  situation.  Three  hundred  million  dollars  a 
r  sounds  like  a  lot  of  money,  though  not  so  much  in  these 

i   as   before   thf-   war.   when   we   thought    twice    before  we 

propriated  a  billion  for  this  purpose  or  that.     But.  even  if  the 

a  are  enabled  to  save  all  that  sum,  it  will  not  suffice  to 

hem  on  a  profitable  basis.     The  first  two  months  of  this 

*  A1™  Carriers  °Perated   at  »  deficit  of  about  $8,000000    or 

•00.000  a  month.     A  saving  of  $300,000,000  a  year  would'  on 

this  basis.  takp  them  out  of  the  red  and  enable  them  to  make 

a  profit  of  $17.000,000  a  month,  which  is  better  than  ™  loss   but 

not  enough  by  a  good  deal. 

Railroads   Should  Adopt   Economies 

There  are  other  economies  that  can  be  brought  about  by 
mL  *lt  *  'pelves.  I*  is  up  to  them  to  put  such  econo- 
mies into  effect  wherever  possible.  They  are  doing  it  at  least 
to  some  extent.  The  investigation  by  Congress  under  the  Cum 

wh^hr^Uti0n   is   'ntended'  am°°S  other  things,   to  ascertain 
her  they  are  doing  It  as  fully  as  possible.     There  is  oppor- 
tunity  for  some  good  work  by  the  railroads  here     They  are  not 
responsible  for  the  condition  in  which  they  find  themselves     I 
s  brought  on  them  by  a  general  depression  in  business  and 
Igh  labor  costs  forced  on  them  by  the  government.     Neverthe 
would  be  a  pleasure  to  see  some  railroad  executive  stand 
i   a   constructive   plan   for  organized   economy   and   a 
further  de  ieht   to  see  that  plan  adonted.    What  th»  railroads 
are  doing  is  being  done  piecemeal  and  individually   just  as  you 
wn  your  household  or  personal  budget  when  times  are  bad 
But  that  does  not  meet  the  situation.     I  am  not  presuming  to 
suggest  the  details  of  what  should  be  don.    bS    T  *      sav  "here 
*   opportunity   for   somebody    to    do    something.    The   railroads 
are  too  much   inclined   to  regard  themselves  ag   the  victim   of 
nd  t0  WBlt  f°r  Con*resa  *°  lift  them  out  of  their 


Mr   Warfleld,  author  of  the  Warfield  rate-making  plan  em- 
v     "  ,Lhe   Pre8ent  ^"Por'ation    law.   now    under   severe 
.  l«  the  proponent  of  another  olan.  known  as  the  second 
Warfleld  olan^  which  is  worth  thinking  about     It  contemplates 
w  £  ,°n  by  Law  of  an  °nw"«»tlon.  the  function  of  which 
hm  ^Vh°  c°-°rd'nate  the  **"*<"*  machinery  of  transport  on 
™nfrln™HrChJ£t,  °^  Ca"  Land   "'""P'nent   to  be  furnished 
*llroads   without   profit,    and   through   co-ordination    of 

L     «nd  "epvlce-     '  do  not  think  much  of  the  plan  as  out- 

•Mr  WarflP,d.  for  the  reason  that  it  would  mean  another 

government   operation   if  It   worked,  and   for  the 


reason,  as  proposed  by  him,  it  would  not  work  anyhow.  His 
machinery  would  be  elaborate  and  composed  almost  entirely  of 
railroad  men.  They  would  have  to  be  sympathetic  with  the 
plan  to  make  it  effective,  and  they  are  not  only  not  sympathetic 
but  they  actually  oppose  it.  Even  if  the  railroad  men  approved 
the  plan,  they  could  not  be  compelled  through  force  of  law  to 
work  in  harmony  for  the  production  of  beneficent  results  in 
matters  like  purchase  and  standardization  of  equipment  and  the 
joint  use  of  terminals. 

But,  with  all  the  objections  that  may  be  urged  to  the 
plan  and  that  are  valid  objections  to  it  as  a  government-enforced 
plan,  there  are  things  in  it  worth  thinking  about  and  sugges- 
tions that  the  railroads  might  do  well  to  adopt  voluntarily.  It 
is  up  to  them,  it  seems  to  me,  to  put  into  effect  some  such  re- 
forms in  operation  as  Mr.  Warfield  suggests,  or  at  least  to  in- 
vestigate their  practicality  with  a  view  to  adopting  them.  The 
railroads  complain  that  their  initiative  is  little  by  little  being 
taken  from  them.  One  of  their  principal  objections  to  the  new 
Warfleld  prescription  is  that  it  would  still  further  encroach  on 
their  power  as  private  operatives.  But  are  they  not,  at  least 
in  part,  responsible  for  this  very  thing?  Just  how  are  they 
showing  the  initiative  that  would  entitle  them  to  the  considera- 
tion given  to  men  competent  and  able  to  handle  a  situation  like 
the  one  now  confronting  them?  One  has  yet  to  hear  of  any 
adequate  and  comprehensive  treatment  of  the  present  problem 
from  railroad  sources.  Perhaps  this  absence  of  initiative  and 
statesmanship  is  accounted  for  by  the  government  policies  that; 
tend  to  suppress  these  qualities,  but  railroad  men  should  con- 
sider well  whether  they  are  not  mistaking  the  effect  for  the 
cause.  If  they  don't  like  Mr.  Warfield's  plan,  or  some  other 
plan,  let  them  get  together  and  analyze  their  own  trouble  and 
propose  a  remedy  for  it. 

High  Rates  Not  Cause  of  Business  Slump 
Another  fallacy  that  we  must  get  out  of  the  way  if  we  are 
to  solve  this  problem,  is  that  high  freight  rates  are  the  cause 
of  the  slump  in  business  that  we  all  know  exists.  President 
Harding  is  not  the  originator  of  this  doctrine,  but  he  is  just  now 
its  chief  advocate.  He  and  his  cabinet  have  had  the  subject 
under  consideration  several  times  and  that  is  the  sentiment  that 
emanates  from  the  meetings — that  high  freight  rates  must  go 
as  the  cause  of  business  depression  and  the  principal  obstacle 
in  the  road  to  return  to  business  normalcy.  You  may  question 
the  authority  for  announcing  any  such  policy  or  belief  on  the 
part  of  the  President.  The  authority,  first,  is  his  message  to 
Congress,  in  which  he  said:  "Freight  carrying  charges  have 
mounted  higher  and  higher  until  commerce  is  halted  and  pro- 
duction discouraged.  Railway  rates  and  cost  of  operation  must 
be  reduced."  Second,  members  of  his  cabinet  have  talked,  even 
the  hard-headed  Secretary  Hoover  having  stated  that  unless 
we  can  readjust  our  railroad  rates  we  shall  have  to  rewritq 
the  whole  agricultural  geography  of  the  United  States.  Third 
President  Harding  himself,  though  the  President  does  not  talk 
for  publication  except  when  he  makes  a  formal  declaration— and 
he  has  made  none  such  on  the  railroad  matter  since  he  read 
his  message  to  Congress— makes  no  secret  of  his  attitude.  It 
may  not  be  generally  known  to  you,  but  it  is  a  custom  for  the 
President  of  the  United  States  to  hold  weekly  or  semi-weekly 
conferences  with  the  Washington  newspaper  men.  These  it 
may  well  be  imagined  by  those  of  you  who  know  President 
Harding  s  genial  and  democratic  nature,  are  more  than  usually 
illuminating  and  satisfactory  as  conducted  by  the  present  occu- 
pant of  the  White  House.  At  these  conferences  the  newspaper 
men  ask  questions  about  everything  concerning  which  they  de- 
sire information.  The  President  answers  as  he  pleases.  Some- 
times he  talks  about  things  about  which  he  has  not  been  asked 
He  is  not  to  be  quoted,  of  course,  but  the  conferences  are  held 
the  men  who  send  the  news  from  the  national  capital 
throughout  the  world  may  know  the  facts  and  what  is  in  the 
President's  mind,  so  far  as  he  cares  to  reveal  it.  It  is  a  fact 
that  in  these  conferences  he  has  revealed  himself  with  respect 
to  the  transportation  problem,  and  that  he  believes  the  high 
eight  rates  to  be  the  principal  cause  of  business  depression,  and 
that  reduced  rates  would  do  more  than  anything  else  to  restore 
business  normalcy. 

Notwithstanding  my  high  regard  for  the  President  and  my 

ctmiration  for  the  way  in  which  he  has  gone  about  informing 

ir  on  this  and  other  subjects,  and  notwithstanding  the  fact 

that    many    men    well    known    and    many    others    known    not 

all     as    men     interested    in     transportation    problems    and 

:ompetent    to    discuss    them,  agree  with  the    President,  I  make 

bold    to    say    that    they    and    he    are    wrong.      I    do    not    deny 

rtnwn  if  T  •  °°  hlgh'  l  believe  thev  can  and  wm  c°me 
lown  when  business  conditions  generally  and  railroad  conditions 

particularly  are  adjusted,  but  I  say  that  to  cut  them  down  now 

rbitrarily^   m  order    to    restore  business   to  health,  would  not 

br'n£  hfalth  to  business  generally,  but  it  would  wreck 

the  railroad  business  particularly,  which  would  be  a  bad  start 

on  the  road  to  normalcy. 

Tle  anHeSHdeKM haS  hls  cart  before  his  horse-  H1Sh  rates 
h,-  n  d°ubtless  are  a  factor  in  the  depressed  condition 
business  just  as  any  element  in  the  high  cost  of  doing  busi- 


M:i>    II. 


THE    TRAFFIC     WORLD 


1019 


ness  has  a  deterrent  effect,  but  they  are  only  one  of  many  fac- 
tors, and  not  by  any  means  the  controlling  one.  I  cannot  Imag- 
inr  how  anyone  who  understands  the  situation  in  the  least  can 
tulk  about  reducing  freight  rates  until  the  roads,  through  an 
inereiiseii  volume  of  traffic  and  a  decreased  operating  expense 
are  in  shape  to  stand  a  reduction.  Nor  can  I  understand  how 
Din  who  studies  such  things  deeply  can  regard  a  reduction  In 
lit  rates,  however  desirable,  as  the  first  thing  to  be  accom- 
plished. The  Cummins  resolution,  under  which  the  Senate  of 
i In-  United  States  is  to  make  an  Inquiry  into  the  railroad  situa- 
tion, makes  the  same  error.  It  directs  the  committee  to  Inquire 
in,.)  and  report  to  the  Senate  "the  best  means  of  bringing  about 
a  condition  that  will  warrant  the  Interstate  Commerce  Commis- 
sion in  reducing  freight  and  passenger  rates."  In  other  words, 
t lie  purpose  of  the  investigation  is  to  find  a  way  to  reduce  rates. 
Tin-  purpose  should  be  to  disclose  the  facts,  whatever  they  are, 
i hal  are  preventing  the  carriers  from  making  a  living  in  spite 
»i  the  high  rates,  and  then  to  see  what  can  be  done  to  help. 

Some   Rates  Too  High 

In  all  this  I  do  not  mean  to  convey  the  impression  that  no 
rates  are  so  high  as  to  hamper  or  suppress  business  altogether. 
I  iliink  that  on  some  commodities  and  in  some  localities  the 
effect  of  the  present  high  rates  is  just  that.  But  I  think  such 
cases  are  more  exceptional  than  one  might  believe  from  reading 
all  that  is  said  about  high  rates  as  the  reason  for  poor  business, 
and  I  do  not  think  that  all  cases  offered  in  illustration  of  such 
a  condition  are  cited  in  sincerity.  If  they  are,  the  fact  does 
little  credit  to  the  reasoning  powers  of  those  responsible.  I  wish 
to  call  your  attention  also  to  the  fact  that  where  there  are 
such  cases  they  can  be  established  by  evidence.  Where  such 
evidence  exists  there  can  be  no  reason  for  not  reducing  the 
rates.  The  railroads  would  be  willing,  for  they  want  business — 
not  high  rates  on  paper;  the  Commission  would  be  willing  and 
it  has  the  power;  it  wants  to  make  rates  that  will  produce  the 
revenue  prescribed  by  the  law  and  if  it  can  do  that  betteiS 
through  a  low  rate  than  through  a  high  one,  it  will  do  it.  As 
a  matter  of  fact,  such  rates  are  being  reduced  every  day,  as 
they  ought  to  be  and  as  everyone  wants  them  to  be.  They  fur- 
nish no  excuse  or  justification  for  the  cry  that  the  general  level 
of  rates  is  so  high  as  to  throttle  business. 

The  members  of  the  Interstate  Commerce  Commission — 
Chairman  Clark  particularly — have,  whenever  the  matter  has 
been  presented  to  them,  taken  just  this  attitude  and  have  en- 
deavored to  show  the  fallacy  of  the  theory  that  the  high  freight 
rates  are  killing  business.  I  do  not  mean  to  say  that  Mr.  Clark 
is  the  last  word  in  economic  thought,  but  he  is  chairman  of  a 
commission  that  has  given  more  thought  to  this  matter  than 
any  other  individual  or  body,  and  that  has  no  interest  except 
to  do  the  right  thing.  Undoubtedly,  also,  it  is  in  the  best  possible 
position  to  know  the  facts.  Chairman  Clark  speaks  not  only 
for  himself  but  for  his  colleagues.  He  occupies  a  high  place  in 
the  esteem  of  both  shippers  and  carriers. 

(Mr.  Palmer  here  quoted  Mr.  Clark  in  the  statement  reproduced  in 
an  editorial  in  The  Traffic  World  of  April  9.  saying  that  this  statement 
summed  up  pretty  well  the  facts  and  the  logic  of  the  situation  and 
ought  to  he  convincing  to  those  who  had  been  disposed  really  to 
believe  that  the  high  rates  caused  the  slump  in  business  instead  of 
the  slump  in  business  having  caused  a  falling  off  in  tonnage,  thus 
preventing  the  carriers  from  earning  an  adequate  revenue  in  spite  of 
the  high  rates.  He  also  repeated  the  argument,  used  in  that  same 
editorial,  to  show  that  a  restoration  of  the  old  rates  would  not 
restore  the  former  volume  of  tonnage  and  that,  even  If  it  did.  the 
revenues  of  the  carriers  would  still  be  unsatisfactory;  and  that  the 
advanced  rates  did  not  cause  an  appreciable  falling  off  in  business 
and  have  meant  more  revenue  for  the  carriers  than  they  would  have 
obtained  under  the  old  rates.  Mr.  Palmer  also  pointed  out  that  Mr. 
Clark  was  himself  responsible  for  exposing,  in  some  concrete  cases, 
the  falsity  of  the  claim  that  high  freight  rates  have  caused  the  de- 
pression in  business  and  he  used  the  examples  cited  in  The  Traffic 
\Vm-ld  editorial  of  May  7.) 

The  Solution 

Now  what  is  to  be  done  about  the  situation?  Anybody  can 
find  fault  and  anybody  can  speculate  as  to  reasons.  Anybody 
can  offer  remedies  also,  to  be  sure,  but  very  few  do  so.  Let 
us  be  constructive  in  our  criticism  and  in  our  thought.  In  fact, 
in  thought  lies  the  real  solution  of  the  problem.  No  one  with 
good  brain,  an  open  mind,  and  opportunity  for  knowledge  can 
go  far  astray  if  he  will  think  deeply  and  honestly. 

In  the  first  place,  we  must  realize  that  the  principal  reason 
for  the  plight  of  the  railroads  and  the  necessity  for  keeping 
the  rates  high  is  the  depression  in  the  business  world.  We  must 
wait,  as  others  are  doing,  for  better  times.  All  the  signs  indi- 
cate that  they  are  coming.  We  may  confidently  expect  them. 
Of  course,  if  they  do  not  come,  we  shall  have  to  revise  our 
plans.  But  we  may  include  better  business  conditions  in  our 
picture  now,  I  think.  They  must  come  before  rates  can  be 
brought  down,  but  they  can't  be  compelled  by  bringing  rates 
down.  Second,  the  national  working  agreements  between  the 
railroads  and  their  employes  must  be  abrogated  and  wages  must 
be  reduced  to  the  proper  level.  Third,  the  railroads  must  put 
into  effect  all  possible  economies  and  efficiencies.  Fourth,  there 
must  be  immediate  and  thorough  readjustments  in  rates  where 
the  high  level  is  actually  suppressive  of  business  or  where  there 
are  unjust  discriminations.  The  railroads  must  help  in  this 


work.  It  must  be  done,  In  the  first  place,  because  It  Is  right 
that  It  should  be  done,  and,  In  the  second  place,  because  to 
do  It  will  remove,  In  great  measure,  the  source!)  of  the  unrea- 
soning complaints  against  high  rates  as  the  cause  of  poor  busi- 
ness. I  believe,  when  all  this  has  been  accomplished,  rates  can 
and  will  come  down  materially,  but  if  they  can't  then  they  must 
stay  up — with  proper  adjustments,  of  course.  The  carriers  must 
have  revenue.  All  we  can  ask  of  them  Is  that  they  be  econom- 
ically and  efflclenty  operated.  If  they  are  that,  then  we  must 
pay  the  rates  necessary  to  give  them  an  income  that  will  Induce 
capital  to  stay  in  the  business. 

That,  as  I  see  It,  is  the  immediate  situation.  For  the  future 
and  permanent  railroad  plan  we  shall  have  to  be  guided  greatly 
by  the  outcome  of  the  present  emergency,  of  course,  but  It  does 
not  seem  to  me  such  a  difficult  problem.  In  the  main  our  pres- 
ent laws  are  adequate.  The  Interstate  Commerce  Commission 
has  full  control  of  the  carriers  and  the  rates  they  may  charge. 
We  should  make  few  changes  In  the  law.  But  where  the  present 
law  is  wrong  is  that  it  guarantees,  and  protects,  and  regulates, 
but  does  not  stimulate.  I  would  leave  matters  as  they  are, 
largely,  except  that  I  would  instruct  the  Interstate  Commerce 
Commission  merely  to  make  rates  that  would  be  non-discrimi- 
natory and  reasonable  within  the  limits  necessary  to  give  the 
carriers  an  adequate  return,  without  fixing  any  specific  rate, 
that  adequate  revenue  to  be  whatever  is  necessary  to  assure 
a  proper  return  on  capital  after  adequate  service  is  provided 
for  the  public. 

It  must  be  looked  to,  however,  that,  under  such  a  plan,  with 
such  wide  powers  for  the  Interstate  Commerce  Commission,  we 
be  exceeding  jealous  of  that  body's  integrity  and  wisdom.  We 
have  a  fair  commission  now.  It  should  be  much  stronger.  Ap- 
pointments should  be  made  to  it  because  of  merit  and  ability, 
not  for  political  reasons.  We  cannot  insure  any  such  thing  as 
that,  but  we  can  insist  on  it  to  the  best  of  our  ability.  Public 
opinion  is  the  most  effective  thing  in  the  world,  and  if  public 
opinion  insists  that  the  Interstate  Commerce  Commission  shall 
be,  like  the  Supreme  Court  of  the  United  States,  composed  of 
men  who  are  fit,  we  shall  have  that  sort  of  body. 

We  must  get  over  expecting  the  railroads  to  thrive  and  to 
operate  efficiently  under  too  rigid  limitation  of  their  income. 
How  can  you  expect  them  to  show  enterprise  and  initiative 
when  you  deprive  them  of  the  one  motive  that  brings  business 
success  by  limiting  the  amount  they  may  earn  or  taking  it  away 
from  them  after  they  earn  it?  We  cannot  allow,  of  course,  the 
abuses  that  once  existed  in  the  railroad  business,  but  such 
things  are  impossible  now  under  the  law  and  the  strict  super- 
vision of  the  Commission.  Let  them  make  money.  Desire  them 
to  make  money.  Rejoice  and  be  exceeding  glad  when  they  are 
prosperous.  Let  them  have  what  they  can  earn  under  rates 
fixed  with  a  view  to  providing  an  adequate  revenue  for  the  rail- 
road business  in  its  entirety.  I  am  an  optimst  in  this  matter, 
not  merely  because  it  is  my  nature  to  be  optimistic,  but  because 
I  see  so  little  that  cannot  be  put  right  with  a  little  thought  and 
a  little  effort.  I  look  to  a  revival  of  business  and  a  reduction 
in  railroad  operating  costs  to  bring  us  out  of  our  present  diffi- 
culties and  to  a  sensible  business  policy  toward  the  railroads 
to  put  them  on  a  sound  basis  for  the  future. 


CAPPER  BLAMES  RATES 

The  Traffic  World  Washington  Bureau 

Proceeding  on  the  assumption  that  high  freight  rates  brought 
about  business  stagnation  throughout  the  country  and  caused  the 
accumulation  of  a  half  million  freight  cars,  Senator  Capper,  of 
Kansas,  discussed  the  rates  at  length  in  the  Senate,  May  7,  and 
submitted  resolutions  and  letters  protesting  against  them. 

"I  rise  to  present  appeals  from  a  large  number  of  middle 
west  states  for  relief  from  the  intolerable  railway  rates  that 
have  brought  on  business  stagnation  throughout  the  country," 
Senator  Capper  said.  "These  appeals  come  from  governors, 
mayors,  state  railway  commissions,  agricultural  and  live-stock 
associations,  and,  in  addition,  I  have  several  hundred  communi- 
cations from  merchants,  bankers,  farmers,  stockmen  and  repre- 
sentatives of  all  lines  of  industry  and  trade.  All  these  petitioners 
for  relief  warn  us  that  we  shall  soon  have  a  nation-wide  paralysis 
of  business  if  help  does  not  come  quickly.  I  have  never  known 
a  more  alarming  situation,  so  far  as  the  business  of  the  west 
is  concerned,  and  that  is  why  I  wish  to  lay  stress  on  the  urgency 
of  quick  action.  High  railway  rates  are  not  entirely  responsible, 
but  they  have  had  a  great  deal  to  do  with  it." 

An  appeal  from  the  state  board  of  agriculture  of  Kansas, 
charging  that  present  freight  rates  are  in  many  instances  con- 
flscatory  and  asking  for  a  readjustment  of  rates  downward  at  the 
earliest  possible  moment,  was  submitted  by  the  senator.  He 
also  read  resolutions  from  the  shippers'  conference  which  was 
held  recently  in  Chicago  and  from  the  executive  committee  of  the 
American  National  Live  Stock  Association,  protesting  against 
the  present  freight  rates  and  requesting  repeal  of  the  rate- 
making  section  of  the  transportation  act  as  a  means  of  correct- 
ing the  situation  complained  of.  He  said  he  had  received  tele- 
grams from  Governor  Shoup,  of  Colorado;  Governor  Hyde,  of 
Missouri;  Governor  Allen,  of  Kansas;  Governor  McKelvle  of 
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Nebraska;  Governor  Mecham,  of  New  Mexico,  and  Governor 
Frazier.  of  North  Dakota,  all  protesting  against  existing  freight 
rates.  The  governors  of  these  states,  according  to  their  tele- 
grams, believe  there  will  be  no  revival  of  business  or  improve- 
ment in  the  agricultural  situation  until  freight  rates  have  been 
lowered. 

"The  most  pressing  question  in  the  United  States  at  this 
moment,  and  the  greatest  obstacle  in  the  way  of  a  return  to 
normal  conditions  and  the  restoration  of  business,  is  the  high 
cost  of  transportation,"  Senator  Capper  said. 

"When  cottonseed  cake,  used  in  feeding  cattle,  can  be  shipped 
cheaper  from  Texas  to  Holland  than  from  Texas  to  Kansas. 
something  is  wrong  with  the  transportation  charges.  A  car  of 
grain  shipped  from  the  Texas  Panhandle  to  market  at  an  ex- 
pense of  $526  brought  the  producer  $475.  Out  of  that  he  had 
to  pay  more  than  $100  for  threshing  the  grain,  and,  of  course, 
sold  his  produce  at  a  loss.  Texas  and  Florida  truck  farmers 
have  shipped  produce  to  the  New  York  market  and  received 
nothing  In  return  but  a  bill  for  the  balance  due  on  freight  and 
commission  charges,  so  reports  the  New  York  market  commis- 
sioner. The  freight  and  commission  charges  on  a  car  of  lettuce 
for  which  a  truck  fanner  received  $339  cost  him  $491.  It  costs 
as  much  to  ship  California  oranges  as  it  does  to  grow  them. 
Western  live  stock  men  tell  the  Interstate  Commerce  Commission 
the  existing  rates  will  ruin  them  if  continued.  Cattle  freights 
from  Des  Moines  to  Chicago  have  Increased  from  22  cents  a 
hundred  in  1914  to  37  cents  in  1921.  Of  this  increase  of  15 
cents,  labor  has  secured  approximately  11  cents.  '  The  rate  on 
wheat  from  Chicago  to  New  York  was  7.80  cents  in  1918;  today 
It  is  19.8  cents.  The  rate  on  corn  from  Kansas  City  to  Chicago 
has  doubled  in  the  last  four  years.  Similar  increases  are  found 
all  over  the  country.  Michigan's  iron  mines  report  to  the  Com- 
mission that  they  can  no  longer  afford  to  pay  the  new  rates  on 
ore,  and  must  close  the  mines  if  they  do  not  get  relief. 

"The  Interstate  Commerce  Commission  is  buried  under  peti- 
tions for  lower  freight  rates  from  big  business  concerns.  But  the 
man  who  is  hit  harder  than  anybody  else  is  the  farmer.  He  is 
the  nation's  greatest  freight  payer.  He  pays  freight  both  ways. 
He  gets  it  coming  and  going.  There  is  altogether  too  big  a  gap 
between  what  the  farmer  gets  for  his  crops  and  what  he  has 
to  pay  for  things.  With  corn  selling  around  25  to  30  cents  a 
bushel  in  farm  communities,  farmers  are  obliged  to  pay  from 
5  to  10  cents  a  bushel  for  shucking,  5  cents  for  shelling,  and  the 
increased  freight  rates  to  market.  What  they  have  left  will  not 
buy  a  sack  of  table  salt 

"Freight  rates  are  blamed  by  both  producer  and  consumer, 
but  in  most  cases  there  is  also  a  toll  taker  somewhere  along  the 
line  who  is  not  getting  the  blame  that  is  coming  to  him,  although 
taking  more  than  his  share  of  the  benefits." 

When  the  present  rates  were  adopted,  the  senator  said, 
farmers  were  receiving  $2  a  bushel  or  better  for  wheat  and  $1.60 
a  bushel  for  corn. 

"When  railroads  get  more  for  hauling  farm  products  than 
the  producers  are  paid  for  producing  them,  it  is  evident  that 
freight  rates  are  relatively  too  high,"  said  he.  "And  that  is 
chiefly  what  is  the  matter  with  the  railway  situation  at  the 
present  time. 

"Rates  higher  than  the  traffic  will  bear  have  made  a  differ- 
ence of  a  million  freight  cars  in  the  amount  of  shipping  this 
country  is  doing.  Six  months  ago  there  was  a  deficiency  of 
half  a  million  freight  cars.  At  the  close  of  April  this  year  there 
was  a  half  million  surplus  cars.  This  means  that  a  half  million 
freight  cars  now  stand  idle  on  the  sidetracks  of  American  rail- 
roads. Need  there  be  a  more  convincing  argument  that  lower 
rates  must  precede  a  business  recovery? 

"It  is  true  of  the  railroad  business,  as  it  is  of  any  other 
business,  that  It  is  entitled  to  a  fair  return.  The  roads  can  not 
be  exepcted  to  give  good  service  and  maintain  equipment  unless 
they  can  earn  a  fair  return.  No  business  can  be  operated  suc- 
cessfully or  efficiently  without  such  a  return. 

"I  favored  returning  the  railroads  to  private  management 
and  competition,  because  under  government  operation  the  roads 
were  milking  the  treasury  of  millions  of  dollars  to  pay  dividends 
under  an  agreement  which  put  no  premium  on  efficiency  and 
service  and  no  penalty  on  waste  and  extravagance.  We  all  know 
the  result. 

"The  roads  now  have  their  fate  in  their  own  hands.    Unless 

y  can  put  traffic  charges  on  a  live-and-let-live  basis,  and  that 

very  soon,  a  return  to  government  operation  or  ownership  will 

be  inevitable.    And  neither  the  people  nor  the  shippers  wish  this 

to  happen  any  more  than  do  the  railroad  managers.     Certainly 

the  country  nor  the  government  should  take  up  any  new 

burdens  at  this  time,  nor  embark  on  any  epochal  experiments 

except  under  compulsion. 

"The  people  have  paid   the   railroads   nearly  $1,000,000000 
Ithln  the  last  few  years  by  way  of  a  government  guaranty     On 

-nP,    „£  at  they  have  paid  hlgher  rail  rates'  amounting  to 'from 

)  to  83  per  cent    These  rates  almost  absorb  the  farmers'  grain 

large  percentage  of  his  live  stock;    they  have  absorbed 

decrease  in  the  price  of  lumber;  they  have  helped  in  many 

ways  to  demoralize  the  business  of  the  country  and  to  prevent 

it.  recuperation.     And  with  all  this  the  road7now  are  stan" 


on  the  upgrade;  they  are  not  making  expenses,  not  getting  any 
new  business. 

"The  chief  reason  is  that,  with  other  values  coming  down 
and  with  farm  prices  at  bedrock,  the  roads  are  charging  more 
than  the  traffic  will  bear.  This  means  that  as  long  as  present 
rates  are  maintained  the  roads  will  not  be  able  to  do  enough 
business  to  maintain  themselves. 

"How  is  this  policy  going  to  get  them  or  anybody  else  any- 
where? 

"A  few  weeks  ago  the  greatest  railroad  system  in  the  United 
States,  the  Pennsylvania,  was  losing  one-fourth  million  dollars 
a  day  In  reduced  traffic.    This  is  the  kind  of  business  that  high 
rail  rates  are  creating  for  the  railroads.    It  is  expensive  business  • 
for  everybody. 

"Nothing  is  going  to  be  gained  by  maintaining  rail  rates 
at  a  point  which  makes  the  railways  too  expensive  for  the  people 
to  use. 

"The  country  now  is  suffering  from  what  is  merely  another 
form  of  car  shortage,  for  although  the  roads  still  are  inadequately 
supplied  with  rolling  stock  for  normal  times,  rates  are  so  pro- 
hibitive that  we  can  not  use  the  cars  we  have.  Therefore,  while 
railroads  and  the  people  suffer,  commerce  and  business  stagnate 
and  the  roads  face  bankruptcy,  all  because  of  this  crushing  em- 
bargo placed  on  the  nation  by  its  transporting  system. 

"The  way  out  is  to  encourage  the  people  to  use  the  railroads 
by  making  it  possible  for  them  to  ship  goods  and  travel;  to  give 
business  a  chance  to  create  more  business.  There  is  no  profit 
in  rusting  rails  for  anybody. 

"Meanwhile  the  situation  appears  to  be  growing  worse  in- 
stead of  better,  as  might  be  expected  when  rates  are  in  many 
cases  so  high  as  to  be  prohibitive.  The  big  slump  is  due  in  part 
no  doubt  to  the  general  and  inevitable  afterwar  depression.  But 
a  time  when  business  men  find  high  freight  rates  barring  the 
way  to  a  return  of  normal  conditions  is  no  time  for  the  roads 
to  insist  on  prohibitive  rates. 

"Our  attitude  toward  the  railroads  should  probably  be  more 
sympathetic  than  condemnatory.  Most  of  those  misguided  men 
who  in  the  past  exploited  the  railroads  and  used  them  to  exploit 
the  people  have  gone  to  their  final  reckoning.  The  present  situ- 
ation demands  helpful  teamwork.  The  roads  are  too  much  a 
vital  part  of  our  daily  life  to  make  it  pay  to  belabor,  injure,  or 
cripple  them  in  any  way.  Nor  can  the  present  rates  be  defended 
or  be  allowed  to  stand.  They  are  suicidal,  as  injurious  to  the 
roads  as  to  the  people. 

"The  railroads  will  find  it  profitable  to  do  their  share  to  help 
bring  about  a  revival  of  business  instead  of  being  the  greatest 
obstacle  in  the  way  of  such  a  revival.  They  may  for  a  time 
have  to  take  losses,  along  with  farmers,  other  industries,  and 
business  interests,  but  I  am  confident  it  will  be  nothing  like 
what  is  certainly  ahead  of  them  if  the  better  policy  of  lower 
rates  is  not  soon  adopted.  There  can  be  no  defense  for  the 
highest  rail  rates  in  history  at  a  time  when  every  rail-carried 
commodity  is  seeking  the  prewar  price  level.  Freight  charges 
which  exceed  the  value  of  the  product  carried  can  not  be  de- 
fended nor  endured. 

"This  being  the  most  vital  and  pressing  of  the  questions 
before  the  country,  it  must  have  the  best  and  first  thought  of 
Congress  and  the  administration.  If  Congress  finds  the  country's 
transporting  system  is  not  being  handled  on  an  efficient  basis, 
as  is  charged,  and  that  certain  economies  or  methods  are  neces- 
sary, the  Interstate  Commerce  Commission  must  be  directed  to 
put  such  a  policy  into  operation.  In  the  meantime  I  believe  the 
Interstate  Commerce  Commission  should  immediately  use  its 
powers  to  initiate  and  modify  rates  and  make  such  readjust- 
ments as  will  restore  the  movement  of  traffic. 

"I  have  introduced  a  bill  calling  for  the  repeal  of  the  section 
the  transportation  act  directing  the  Commission  to  make  rates 
which  will  assure  a  return  of  6  per  cent  to  the  carriers  I  have 
also  included  in  this  bill  a  provision  setting  aside  the  authority 
if  the  Commission  to  regulate  intrastate  rates.  I  am  undertak- 
ing to  repeal  the  guarantee  clause  because  the  Commission  bases 
;s  claim  of  power  to  increase  state  rates  largely  upon  the  com- 
mand which  is  contained  in  this  section  that  it  so  adjust  rates 
as  to  yield  the  percentage  specified,  and  it  is  upon  this  section 
that  the  decision  of  the  lower  federal  courts  sustaining  the  orders 
the  Commission  appear  to  be  principally  based.  This  bill  has 
the  hearty  support  of  the  state  railway  commission  of  every 
.ate  that  has  come  to  my  attention,  and  twelve  legislatures  have 
appealed  to  Congress  for  this  legislation. 

"I  repeat  that  the  railroad  situation  is  so  acute  that  im- 
a^riculture  "  '"  perative  to  rest°re  normal  conditions  to 

i  "Wf  arevlnow  u,nder  compulsion  to  go  to  the  bottom  of  the 
railroad  problem.    We  must  get  the  facts,  work  out  a  construc- 

rn?H«Pretrif?    at   °nC,e    \hat   Wl11    restore   the    country   and    the 
,  £       Il|)rmal  relatlonshiP  and  put  an  end  to  the  recur- 
rence of  the  railroad  problem.     There  is  no  other  way  " 
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CUMMINS  INVESTIGATION 

Thr  Traffic  World  Washington  Llureau 

The  inquiry  into  the  railroad  situation  by  the  Senate  Inter- 
state commerce  committee  under  the  Cummins  resolution  was 
began  May  10,  with  Julius  Kruttschnltt,  chairman  of  the  board 
of  the  Southern  Pacific,  as  the  first  witness  In  behalf  of  the 
railway  executives.  It  was  decided  to  have  the  witnesses  give 
iln'ir  testimony  under  oath,  although  Senator  Cummins  said  that 
was  not  the  usual  practice. 

"The  problem  before  us,"  said  Senator  Cummins.  In  open- 
ing I  he  hearing,  "la  to  ascertain  whether  the  $6,175,962,718  re- 

•  •d  by  the  railroads  In  the  year  ending  March  1,  1921,  was 
wisely  and  effectively  expended.  Expenses  must  be  reduced  If 
i  lie  railroads  are  to  be  successfully  operated.  It  is  apparent 
that  revenues  can  not  be  increased  by  higher  rates.  A  very 
grave  situation  confronts  the  people  of  this  country." 

Senator  Cummins  read  into  the  record  figures  showing  the 
operating  revenues  and  expenses  of  the  Class  I  roads  from  1913 
to  March  1,  1921,  inclusive.  The  figures  for  the  period  March 
1,  1920,  to  March  1,  1921,  characterized  by  Senator  Cummins 
as  the  first  year  of  private  operation  of  the  railroads  since  the 
termination  of  federal  control,  showed  the  revenues  to  be  $6,175,- 
962,718;  expenses,  $5,825,388,510,  and  the  net  operating  income, 
$2,578,922.  The  ratio  of  operating  expenses  to  operating  revenue 
was  94  per  cent. 

Senator  Kellogg  of  Minnesota,  took  exception  to  the  state- 
ment that  there  was  "private  operation"  of  the  railroads  in 
the  period  covered  by  the  figures,  pointing  out  that  for  six 
months  the  government  guaranty  was  in  effect. 

Mr.  Kruttschnitt  said  it  was  surprising  that  the  Senate  reso- 
lution did  not  refer  to  the  character  and  adequacy  of  railroad 
service  as  a  factor  to  be  considered  in  the  investigation.  He 
reviewed  the  service  performance  of  the  carriers,  quoting  statis- 
tics showing  the  record  made  by  them  in  1920. 

Pointing  out  that  the  net  railway  operating  income  in  1919 
was  $516,000,000  and  only  $62,264,000  in  1920,  he  discussed  the 
"marked  disproportion"  of  revenues  to  expenses  in  1920.  He 
said  that,  due  to  the  fact  that  the  wages  paid  by  the  railroads 
in  1920  were  those  prescribed  by  the  Railroad  Administration 
and  the  Railroad  Labor  Board,  and  that  a  considerable  part  of 
the  charges  for  materials  and  supplies  were  practically  fixed 
by  the  government,  a  limit  was  placed  on  the  responsibility  of 
the  railroad  managements  in  1920  as  to  expenditures.  He  added, 
however,  that  with  the  restrictions  noted,  there  was  still  room 
for  the  play  of  good  or  bad  management. 

"Sixty-four  cents  out  of  every  dollar  received  in  1920  was 
paid  out  to  labor  and  the  wages  were  fixed  by  the  government," 
said  he.  "Thirty  cents  went  for  materials  and  supplies.  The 
government  bought  materials  and  supplies  and  passed  them 
over  to  the  railroads.  One-half  of  the  materials  and  supplies 
for  1920  was  bought  at  prices  fixed  by  the  government." 

Mr.  Kruttschnitt  said  that  in  going  into  the  question  of 
operating  expenses  the  "especially  narrow  limits"  imposed  on 
efficient  management  should  be  borne  in  mind.  The  labor  bill 
for  the  Class  1  roads,  exclusive  of  switching  and  terminal  com- 
panies he  said,  was  $1,739,000,000  in  1917;  $2,613,000.000  in 
1918;  $2,843,000,000  in  1919,  and  $3,698,000,000  in  1920.  Had  the 
wage  increases  ordered  by  the  Railroad  Labor  Board  been  in 
effect  throughout  1920,  he  said,  the  wage  bill  for  that  year  would 
have  been  $3,980,000,000,  or  an  increase  of  128  per  cent  over 
1917.  He  also  said  that  since  the  effective  date  of  the  Adam- 
son  law  the  increase  in  the  wage  bill  amounted  to  $2,229,- 
000,000. 

"This  burden  of  increased  costs  could  not  end  with  federal 
control,"  said  he.  "It  is  a  just  cause  of  complaint  against  the 
Director  General  that  he  failed  to  provide  for  an  increase  in 
revenues  to  meet  the  increased  expenses.  He  let  the  carriers 
assume  the  burden  of  getting  the  increase  and  forced  the  car- 
riers to  ask  for  the  rate  increases." 

Statistics  showing  the  increase  in  the  cost  of  fuel,  ties, 
and  other  materials  and  supplies  in  1920  over  1919  were  sub- 
mitted. He  said  there  were  thousands  of  causes  contributing 
to  the  increased  cost  of  operation  in  1920  over  1919,  and  he 
would  only  touch  on  the  principal  items.  He  gave  considerable 
time  to  a  discussion  of  the  effect  of  the  national  agreements 
on  operating  expenses,  citing  specific  instances  of  what  he 
termed  wasteful  expenditures  for  service  not  performed.  He 
said  a  car  repairer,  under  the  rules  and  regulations  of  the  na- 
tional agreements,  was  paid  $1,000  for  no  service  whatever, 
and  that  another  rule  giving  the  shop  crafts  pay  for  an  hour 
extra  a  week  whether  any  work  was  done  or  not,  cost  the 
roads  $6,500,000  in  six  months,  or  at  the  rate  of  $13,000,000  a 
year. 

"Are  these  illustrations  characteristic  of  the  general  situ- 
ation?" asked  Senator  Poindexter  of  Washington. 

"They  are  characteristic  of  the  general  situation  of  the  in- 
creased expenses  under  the  national  agreements,"  Mr.  Krutt- 
schnitt  replied. 

Another  factor  which  resulted  in  increased  cost  of  oper- 
ation in  1920,  he  said,  was  due  to  the  relocation  of  cars  made 
necessary  after  the  termination  of  federal  control,  a  situation 


generally  refered  to  as  the  "unscrambling  of  cars."  He  qoutcri 
i  nun  statement!)  of  several  persons  who  had  declared  that  the 
government  did  not  maintain  the  equipment  In  good  condition 
during  federal  control  and  turned  It  back  to  the  roads  In  bad 
condition  at  the  end  thereof. 

"Do  you  endorse  these  statements  about  the  equipment  be- 
ing returned  In  bad  condition?"  asked  Senator  Poindexter. 

"I  do  most  emphatically,"  replied  Mr.  Kruttscbnltt. 

"Have  not  the  roads  made  demands  for  undermalntenance 
of  their  properties  during  federal  control,"  asked  Senator  Cum- 
mins, "to  the  extent  of  about  a  billion  and  a  half?" 

Mr.  Kruttschnitt  said  the  Southern  Pacific  was  at  work 
on  its  claims,  but  bad  not  completed  them.  He  said  he  had 
gone  into  the  company's  auditing  office  the  other  day  and  seen 
a  stack  of  papers  63  inches  high.  He  Inquired  about  the  papers 
and  was  informed  that  those  were  the  papers  that  had  to  be 
filed  with  the  government  In  support  of  the  company's  claim 
for  the  'six  months'  guaranty  period. 

"How  high  the  stack  will  be  for  undermalntenance,  I  don't 
know,"  he  added. 

At  this  point  In  the  discussion  reference  was  made  to  Direc- 
tor General  Davis'  estimate  that  the  carriers'  claims  would  bring 
the  government  loss  on  operation  of  the  roads  to  $1,200,000,000. 

"All  of  which  goes  to  show  the  unwisdom  of  Congress  in 
not  extending  government  control  for  four  years  more,"  re- 
marked Senator  Pomerene,  meaning  exactly  the  opposite. 

"I  heartily  agree  with  you,"  said  Senator  Cummins,  smil- 
ing. 

Mr.  Kruttschnitt  in  the  course  of  his  statement  endeavored 
to  show  that  the  business  depression  was  not  brought  about 
by  the  increased  freight  rates. 

"Freight  rates  are  not.  responsible  for  business  depression," 
said  he.  "Widespread  propaganda  is  being  carried  on  to  arouse 
public  sentiment  against  existing  freight  rates.  The  fact  is 
that  even  since  the  rates  have  been  advanced  the  cost  of  trans- 
porting commodities  is  far  less  than  the  toll  taken  by  the  com- 
mission merchant  and  the  retailer.  Consequently,  people  are 
misled  and  conclude  that  high  rates  have  stopped  the  move- 
ment of  a  large  amount  of  freight,  and  that  the  railways  would 
make  more  money  if  they  would  reduce  the  rates  and  thereby 
revive  the  traffic. 

"There  is  the  strongest  reason  to  believe  that  the  very 
great  reduction  in  traffic  has  been  due  almost  entirely  to  general 
business  conditions,  world-wide  in  their  effect,  and  that  would 
have  come  if  there  had  been  no  advance  in  freight  rates. 

"Prices  of  commodities  reached  their  maximum  in  the  first 
half  of  1920  and  thereafter  fell  with  great  rapidity  in  France, 
the  United  States  and  the  United  Kingdom. 

"The  fall  in  the  United  States  began  in  May  and  was  rapidly 
on  its  way  downward  in  September  wlien  the  advanced  rates 
took  effect.  Nevertheless,  traffic  did  not  drop  for  at  least  four 
months. 

"In  the  last  four  months  of  1920,  the  net  ton  miles  of  rev- 
enue freight  were  143,349,678,000,  an  increase  of  seven  per  cent 
over  the  preceding  year. 

"It  was  a  general  deflation  and  fall  in  prices  from  the 
heights  to  which  they  had  been  driven  by  war  conditions  that 
has  caused  a  stagnation  of  business  throughout  the  world. 

"That  it  is  not  caused  by  the  cost  of  transportation,  is  con- 
vincingly shown  by  the  fact  that  stoppage  of  buying  has  caused 
an  oversupply  of  ships.  Ocean  tonnage  rates  have  been  re- 
cently at  the  lowest  point  in  their  history.  Notwithstanding 
these  low  rates  ocean  traffic  shows  as  great  stagnation  as  rail 
traffic  and  millions  of  tons  of  shipping  here  and  abroad  are  rust- 
ing in  idleness. 

"Many  commodities  would  not  move  even  if  the  freight 
charges  on  them  were  abolished  entirely  because  producers  can 
find  no  market. 

"That  the  decline  in  business  is  not  due  to  prohibitive 
freight  rates  is  shown  by  the  following  examples: 

In  January  this  year  the  total  tonnage  of  lines  west  of  El  Paso 
and  Ogden,  operated  by  the  Southern  Pacific  fell  oft  1  per  cent. 
The  combined  Intrastate  freight  tonnage  In  Arizona  and  Nevada 
declined  50  per  cent,  although  no  Increase  in  the  Intrastate  freight 
rates  in  those  states  has  been  authorized  or  made  effective.  This 
decrease  embraced  grain,  hay  and  livestock,  as  well  as  ores  and 
other  commodities. 

Cotton— Of   a   Texas   cotton   crop    of   over   four    million    bales.    4 
per  cent   remains  unmarketed.     The   average   amount   of   Increase    in 
the  Inland  freight  rates  to  Galveston  was  24%  cents  per  . 
On   the  other  hand,   the  ocean   rate  from  Galveston   to  Liverpool  has 
declined   from   $1.98   per   100   pounds    in   August.    1920,    to   4o   cents   In 
March,   so  that  the  average  cost  of  shipments  from  producing  point 
to   Liverpool    has   been    reduced   about    $1.28%   per   100    pounds.      Ob- 
viously the  freight  rate  is  not  responsible.     Cotton  shippers  attribute 
it  to  absence  or  demand,   both   foreign  and   domestic. 

Of  the  total  crop  of  99.000  bales  of  cotton  in  the  Imperial  Valley 
of  California,  about  54,000  bales  remain  unshipped,  notwithstanding 
that  a  rate  is  now  obtainable  through  the  Panama  Canal  as  low 
as  the  rail  rate  available  last  season  before  the  August  advance, 
and  also  notwithstanding  that  ocean  rates  to  Yokohama  have  been 
reduced  $1  10  per  100  pounds  and  to  Liverpool  as  above  stated  while 
the  rail  rates  to  Pacific  rates  were  Increased  only  14  cents,  and  to 
Galveston  onlv  40  cents. 

Hiee — During  September,  October  and  November,  1920.  45  per  cent 
less  rice  54  per  cent  less  canned  salmon,  and  77  per  cent  less  dried 
fruit  were  exported  than  during  the  same  months  of  the  previous 
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year,  although  the  reduction  in  ocean  rates  was  substantially  more 
than  the  Increase  In  Inland  rail  rates. 

Lemons—  A  removal  of  all  the  recent  increase  of  the  rate  on 
lemons  would  not  help  the  California  lemon  grower.  He  has  a  rate 
by  sea  through  the  Panama  canal  of  less  than  half  (42  per  cent) 
of  the  rail  rate,  yet  his  lemons  are  not  marketed. 

More  lemons  were  shipped  from  California  In  the  four  months, 
November,  December,  January  and  February  (after  the  increase  in 
freight  rates)  than  were  shipped  in  the  corresponding  months  one 
year  ago. 

The  real  trouble  Is  that  the  government  has  taxed  the  lemon 
grower  heavily  to  create  a  glut  of  ocean  tonnage  which  has  lowered 
nreon  rates  to  unheard  of  limits  and  Sicilian  lemons  are  sold  at 
11.25  a  box  In  Eastern  markets  where  the  California!!  must  sell  his 
fruit.  The  ocean  highway  is  free  and  the  Sicilian  knows  it.  If 
Congress  wants  to  help  the  Callfornian,  It  knows  how  it  can  easily 
do  so.  but  it  cannot  be  done  by  interminable  discussion  and  investiga- 
tion of  rail  rates. 

Lettuce  —  On  the  basis  of  54  heads  of  lettuce  to  the  crate,  the 
cost  per  head  to  the  California  grower  is  6.7  cents.  From  personal 
experience  at  retail  markets  consumers  have  to  pay  from  20  to  25 
cents  a  head  for  California  lettuce  and  quite  as  much  as  lettuce 
grown  In  the  neighborhood  on  which  there  is  no  freight  charge. 

Cantaloupe  —  The  facts  about  the  freight  rates  on  cantaloupes 
have  been  grossly  misrepresented.  From  the  report  of  the  United 
States  Department  of  Agriculture,  Bureau  of  Markets,  we  find  that 
the  average  sale  price  for  the  1920  season  in  New  York  was  $4.82 
a  crate.  The  present  freight  rates  plus  refrigeration  are  $1.84% 
to  New  York  and  $1.49  to  Chicago.  This  leaves  a  profit  to  the  oper- 
ator on  cantaloupes  sold  in  New  York  of  $1.62%  per  crate.  The 
freight  rates  have  been  grossly  misrepresented,  and  the  statement 
made  that  sale  at  $3.50  yields  a  little  over  30  cents  profit.  The  aver- 
age price  of  the  cantaloupe  laid  down  in  New  York  in  1920  was  not 
quite  11  cents.  They  were  retailed  at  about  25  cents. 

The  above  Is  a  sample  of  the  propaganda  nominally  in  the  in- 
terest of  the  producer,  but  actually  in  the  interest  of  the  middleman 
which  will  bear  close  examination. 

Coal  —  The  managers  of  the  propaganda  for  a  general  reduction 
of  freight  rates  have  lost  sight  of  the  fact  that  in  October,  1920 
1.195,321  carloads  of  coal  were  moved.  This  is  the  maximum  moved 
In  any  month  in  the  preceding  two  years,  and  although  it  was 
handled  at  the  advanced  rates  we  have  heard  nothing  as  to  coal 
••o'ne-  pnlrt  at  a  loss  or  coal  mine  owners  going  out  because  of  exist- 
ing freight  rates. 

"The  percentage  of  freight  charges  to  the  average  value 
of  commodities  shipped  in  the  early  part  of  1921  is  only  two- 
tenths  of  one  per  cent  greater  than  it  was  in  1914. 

"The  first  requisite  for  the  prosperity  of  any  property  -is 
the  right  to  conduct  its  own  affairs.  Without  this  efficient  oper- 
ation is  impossible. 

"It  is  not  a  question  of  revenues  and  reasonable  return  as 
much  as  one  of  life  and  death  to  every  industry  in  the  land. 
Poor  service,  no  matter  how  low  the  rate  is  expensive  and  in- 
creases the  cost  of  everything. 

"Some  remedies  easily  applied  and  productive  of  great 
economies  are: 

1.  Stop  the  use  for  common  carrier  purposes  of  highways  built 
with  public  moneys  without  adequate  tolls  and  proper  regulations. 
Make  inland  waterways  built  or  improved  at  public  expense 
carry  themselves  as  to  Interest  on  cost  and  maintenance  by  regulat- 
ing the  common  carrier  traffic  on  them  and  by  imposing  adequate 
tolls. 

3.  Keep  the  United  States  government  out  of  the  business  of 
operating  steamships  and  stop  the  lavish  expenditure  of  public  money 
to  provide  coast  to  coast  ocean  transportation  in  competition  with 
transcontinental  railroads. 

Tolls  for  use  of  the  Panama  Canal  should  be  sufficient  to  pay 
interest  on  Its  cost,  operating  expenses  and  maintenance 

Do    not    deprive    transcontinental    carriers    of    coast    to    coast 
traffic  by  Inflexibly  enforcing  a  strict  long  and  short  haul  clause. 

"You  call  us  here  to  tell  you  what  ails  the  railroads.  We 
have  been  telling  regulatory  bodies  for  years  that  railroads 
were  subject  to  the  same  inflexible  economic  laws  to  which  all 
other  industries  are  subject. 

"The  government,  having  strangled  the  railroads  into  some- 
thing like  bankruptcy,  at  last  removed  its  hands  and  permitted 
a  sudden  increase  in  rates  that  should  have  been  gradual  and 
started  at  least  twelve  years  ago.  We  should  bear  in  mind  and 
circulate  widely  the  President's  epigram,  'More  business  in  gov- 
ernment and  less  government  in  business.'  The  difficulties  with 
the  railroads  is  excessive  operating  expenses,  and  an  abnormal 
amount  of  these  expenses  is  the  cost  of  labor." 

The  committee  adjourned  at  noon  May  10  until  the  follow- 
ing day. 

Mr.   Kruttschnitt   completed    the   reading   of   his   prepared 
statement  on  the  railroad  situation  before  the  Senate  commit- 
i  May  11,  and  cross-examination  by  the  senators  was  begun 
May   12. 

A   detailed   statement   of   "transportation    expenses  "   which 

•  said  showed  an  increase  in  1920  over  1919  of  $714,416  692   or 

2   per  cent-,   was   submitted    by   Mr.   Kruttschnitt   because,'  he 

said,   those   expenses   had   been   subjected  to   special   criticism 

The  increases  were  explained  as  follows: 


MM»i.ed,  price     *131.857.936;     Increased     quantity, 
I64.572.121.    total    ....................  $196  429  7fiO 

Labor:    Wages  paid  train  dispatchers,  telegraphers]  'slgnai-     ' 

station    employes,    yardmen,    trainmen,    and    other 
transportation  classes,   Increased   (principally  on   account 
or  higher  scale  of  wage  schedules)  ...............  369  238  010 

Superintendence   and   clerical   expenses    (estimated   as   243 

rv^  •     ?'5l  [  Increase  for  all  officers  and  clerks)  .....     26,000000 

o  frViirh.  "Y;ludln*  lnJuries  fo  Persons,   loss  and  damage 
relght.  live  stock,  and  clearing  wrecks   (latter  partly 

Imroranre  .....................................................     23.BR1.000 

Stationery   and"  printing".'.'.'.'.'.'.'.'.' 

Wrter  nn-1  lubricants  for  locomotives   ..  "" 

' 


Coal  and  ore  wharves  (partly  labor)   

Train  power  produced  and  purchased   en™'™; 

Operating  floating  equipment   (partly  labor) 5,029,00( 

Total     .  .$721,744,790 

Above  total  exceeds  total  to  be  explained  because  items  of  engine- 
house  expenses,  clearing  wrecks,  and  operating  floating  equipments 
include  a  duplication  of  the  labor  item,  these  accounts  including  both 
labor  and  material,  and  because  of  the  offsetting  effect  of  some  of  the 
economies  arising  from  more  efficient  operation. 

Notwithstanding  the  unparalleled  increases  in  operating  expenses 
inherited  from  the  Federal  Railroad  Administration,  over  which  but 
slight  control  had  been  left  to  the  owners,  they  were  reduced  to  such 
a  substantial  extent  by  the  very  efficient  management  in  the  last  ten 
months  of  the  year  that  net  operating  income  for  1920  would  have 
been  fairly  satisfactory  had  the  gross  revenue  that  the  Interstate 
Commerce  Commission  intended  the  carriers  to  receive  from  the 
granted  rate  increases  been  enjoyed  throughout  the  year. 

The  following  statement  is  based  on  the  application  to  the  traffic 
actually  handled  of  the  full  rate   increases  granted  by  the  Interstate 
Commerce    Commission    and    wage    increases    granted    by    the    Labor 
Board  to  twelve  months  of  the  year,  instead  of  applying  the  rates  to 
but  four  months  and  wages  to  eight. 
Railway     operating     revenues     actually     re- 
ceived     $6,225,402,762 

Additional  revenue  if  full  earnings  granted 
per  ton  mile  and  passenger  mile  had  been 
received  for  twelve  months  instead  of  four.  1,202,330,533 

Operating  revenue  readjusted  on  basis  of  full 
rates  $7,427,733,295 

Actual    expenses    $5,826,197,474 

Additional  operating  expenses  if  wage  in- 
crease of  $617,827,938  applied  to  first  four 
months  of  year  as  well  as  to  last  eight 
months  $  205,942,646 


Operating  expenses  readjusted    $6,032,140,120 

Ratio  of  operating  expenses  to  operating  revenue,  81.21 
per  cent. 

Railway  tax  accruals    281.380.620 

Uncollectible   railway  revenues    1,226,574 


Railway  operating  income   $1,112,985  981 

Equipment  and  joint  facilities  rents   54,333,673 


..  ss 

Summe*  for  .nations,  yards,  locomotives,   trains.  '     2?544' 

Entlne-ho.isc  expenses  (partly  labor)    .....  *™  ....'.""  "i 


Net  operating  income  $1,058  652  308 

Or  $997,000,000  more  than  net  operating  income   actually 
received  of   62,264,421 

Briefly,  and  in  conclusion,  1920  was  such  a  poor  year,  although  the 
volume  of  business  measured  in  traffic  units  was  10  per  cent  greater 
than  1919,  because: 

1.  Increased  rates  were  in  effect  for  four  months  only;  the  large 
increase  in  wages  was  in  effect  eight  months  out  of  the  twelve 

2.  Although  revenue  increased  $1.041,000,000,  expenses  as  we  have 
shown  in  detail,  increased  $1,495,000,000:  exceeding  increase  in  revenue 
by  $454,000,000. 

3.  Deducting    $454,000,000    of   increased    expenses    over    increased 
revenue  from  the  net  operating  income  for  1919  of  $516,000  000    gives 
net  operating  income  of  but  $62,000,000  for  1920. 

4.  Because,  as  will  be  shown,  the  actual  increase  in  revenue  in 
the  last  four  months  was  less  than  the  rates  granted  by  the  Interstate 
Commerce  Commission  should  have  yielded. 

Factors  which  increased  operating  expenses  in  1920  were 
given  as  follows  by  Mr.  Kruttschnitt: 

The    following   influences,    difficult   to   allocate    to    expense    items 
affected  them  profoundly: 
,eagj-     Increases  in  wholesale  price  levels  for  railway  material  of  at 

2.  Deferred  maintenance  of  Federal  Railroad  Administration. 

3.  Outlaw  strike  of  April.  1920. 

4.  Restoration  of  adequate  passenger  service  demanded  by  public 
office's  Re"establlshment  of  Public  bureaus  of  information  and  traffic 

6.  Relocation  of  freight  cars  to  owners'  rails  that  involved  an  in- 
crease of  empty  car  miles  in  1920  of  328,082,000. 

Mr.  Kruttschnitt  submitted  a  number  of  charts  to  the  com- 
mittee showing  the  relation  of  railroad  wages  to  general  wages 
and  "how  uniformly  the  former  have  exceeded  the  latter  since 
914;  how  railroad  wages  rose  much  faster  than  wholesale 
prices  from  1911  to  1915;  the  relation  of  railroad  wages  and 
general  wages  to  the  cost  of  living.  Another  chart  submitted 
was  said  by  Mr.  Kruttschnitt  to  show  how  closely  the  fall  in 
aew  construction  of  railroads  synchronized  with  "the  period 
when  it  became  evident  that  the  operation  of  economic  laws 
on  the  revenues  of  the  railways  was  to  be  throttled  by  regu- 
lation." 

Discussing  operating  revenues  in  1920  and  the  effect  on  rev- 
enues of  the  increases  in  rates  authorized  by  the  Commission 
in  Ex  Parte  74,  he  said: 

"In  1920  the  gross  revenue  of  class  I  roads  was  $6,225.000,- 
iou,  an  increase  of  $1,041,000,000  over  1919,  or  20  per  cent.  This 
increase  was  made  up  as  follows: 

1.  Increase  of  10  per  cent  in  volume  of  traffic  units   (ton- 

miles  plus  three  times  passenger  miles) $459,000,000 

2.  Increased  revenue  derived  from  higher  rates  on  freight 

and  passenger  traffic  granted  by  Interstate  Commerce 

L-ommission,   four  months   413  000  000 

A.     Increase  in  mail,  express  and  miscellaneous  revenues'.'.'.  164',00o',000 

"Thus   of  a  total   increase  of  $1,041,000,000,   only   $418  000,- 
'0  or  40  per  cent,  was  due  to  the  higher  rates  granted  by  the 
Interstate  Commerce  Commission;   the  balance,  $563,000000,  ac- 
cruing from  greater  service  performed,  excepting  only  the  back 
mail  pay,  amounting  to   $60,000,000.     The  increase  of  $418,000,- 
0  was  due  to  the  Interstate  Commerce  Commission's  increases 
n  rates  granted  on  the  application  of  the  carriers  designed  to 
33.5  per  cent  increase  in  freight  revenue  and  23.9  per 
:ent  in  passenger  service.     These  higher  rates  were  in  effect 
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for  the  last  four  months  of  the  year  only;  so  that  the  increase 
in  revenue  from  higher  rates  fell  far  short  of  the  requirement!! 
of  the  railroads  and  amounted  to  but  8  per  cent  for  the  entire 
year.  How  meager  this  increase  was  can  be  Judged  from  the 
fad  that  had  the  increases  designed  by  the  commission  oper- 
ated for  the  full  year  the  carriers  would  have  earned  on  the 
volume  of  traffic  handled  $1,202.000,000  more  than  they  actually 
earned  and  the  increase  in  gross  revenues  for  1920  would  have 
been  $2,2-13,000,000,  instead  of  $1,041,000,000. 

"From  the  above  will  be  seen  how  incorrect  is  the  popular 
Impression  that  with  freight  rates  fixed  so  as  to  Increase  their 
gross  revenues  by  33.5  per  cent  and  passenger  rate  increases  of 
9  per  cent,  the  managements  of  the  railroads  since  their  re- 
turn to  private  control  must  have  been  improvident  and  ineffi- 
cient in  the  extreme  to  produce  the  unsatisfactory  results  in 
the  calendar  year  1920. 

"The  increased  rates  became  effective  August  26,  and  al- 
though the  volume  of  business  during  the  last  four  months  of 
1920  was  larger  than  in  the  same  months  of  1919,  the  actual 
gross  revenue  was  substantially  less  than  the  rates  should  have 
yielded,  for  the  following  reasons: 

1.  The  state  commissions  in  many  states  did   not  raise  the  state 
freight  rates  the  full  amount  authorized  by  the  Interstate  Commerce 
Commission,   so   that   the   full   measure   of  increase   was   not   realized 
until  after  the  Interstate  Commerce  Commission  issued  the  necessary 
orders   upon   appeal    of   the    carriers.      In   several    states    some    com- 
modities are  still  excepted  from  the  increases  finally  authorized      In 
Arizona  the  increases  were  denied  in  toto  by  the  state  commission  so 
that  no  freight   rate  increase   in   that  state  on   intrastate   traffic  was 
enjoyed  by  the  carriers  during  the  year  1920. 

Many  states  denied  any  increase  in  intrastate  passenger  fares 
and  others  had  to  be  forced  to  allow  the  higher  fares  to  be  put  in 
effect,  and  as  the  intrastate  passenger  business  is  of  about  the  same 
volume  as  the  interstate  business,  the  failure  of  the  carriers  to  realize 

increase  of  passenger  revenue  that  the  Interstate  Commerce  Com- 
mission's decision  was  expected  to  produce  is  easily  understood 

2.  Agencies  created  by  the  government  and  paid  for  by  taxes    to 
winch  the  railroads  themselves  contributed  largely,  operated  with  con- 
stantly  increasing   effect   during   1920   to   deprive   the   steam   lines   of 
large  amounts  of  freight  traffic  which  they  had  created  and  fostered. 

Taking  up  the  effect  of  Panama  Canal  competition  on  trans- 
continental rail  traffic,  Mr.  Kruttschnitt  criticized  particularly 
the  use  of  Shipping  Board  vessels  in  the  coast-to-coast  trade 
under  the  existing  managing  agents'  agreements  whereby  the 
agents  receive  5  per  cent  of  the  gross  receipts  and  the  board 
pays  the  operating  expenses.  He  said  the  terms  of  the  agree- 
ments were  such  as  to  encourage  extravagance  and  waste. 

"While  pointing  out  the  destructive  effect  of  such  contracts 
on  the  traffic  of  transcontinental  carriers,  it  should  be  said  in 
justice  to  the  Shipping  Board  that  it  is  understood  that  these 
contracts  are  not  satisfactory  and  changes  are  under  consider- 
ation," said  he,  "The  extent  to  which  the  rail  lines  are  effected 
may  be  estimated  by  the  total  movements  through  the  Canal 
for  January  and  February  of  1920  and  1921.  The  total  tonnage 
east  and  west  bound  for  1920  was  189,000  tons,  for  1921,  325,000, 
an  increase  of  136,000  tons,  or  72  per  cent.  In  addition  to  the 
domestic  traffic  diverted  to  the  ocean  a  large  volume  of  ex- 
port and  import  traffic  which  was  formerly  handled  through 
Pacific  ports  by  the  transcontinental  lines  has  been  diverted  to 
direct  steamship  lines  operating  through  the  canal  between 
transpacific  countries  and  Atlantic  and  Gulf  ports  of  the  United 
States.  Data  for  all  lines  are  wanting,  but  Southern  Pacific 
Lines  handled  101,000  of  this  traffic  in  January  and  February, 
1920,  and  only  25,000  tons  in  the  same  two  months  of  1921,  a 
decline  of  76  per  cent." 

A  declaration  by  Mr.  Kruttschnitt  that  the  transcontinental 
lines  are  rapidly  losing  their  traffic  to  the  boat  lines  brought 
inquiries  from  members  of  the  committee.  In  response  to  a 
question  by  Senator  Wolcott  as  to  whether  the  ships  would  still 
get  the  business  if  the  rail  rates  were  lowered,  Mr.  Kruttschnitt 
said  they  would  continue  to  get  the  business.  His  point  was 
privately-owned  rail  and  water  carriers  could  not  compete  with 
Shipping  Board  vessels  which  are  practically  subsidized  by  the 
government. 

"Isn't  it  true  that  up  to  October,  1920,  the  railroads  had 
all  the  traffic  they  could  handle,  and  that,  therefore,  it  did  not 
matter  what  the  water  carriers  handled?"  asked  Senator  Cum- 
mins. 

"On  our  road  we  were  at  no  time  embarrassed  by  too  much 
traffic,"  replied  Mr.  Kruttschnitt. 

Senator  Cummins  said  he  had  been  under  the  impression 
that  up  to  the  late  fall  of  1920  the  roads  had  all  the  business 
they  could  have  handled.  The  witness  said  there  no  doubt  were 
instances  of  where  railroads  were  handling  all  they  could  at  a 
given  time  but  that  he  believed  as"  a  general  thing  the  roads 
handled  their  traffic  "quite  comfortably." 

"I  make  the  observation  I  did  because  this  committee  has 
been  informed  by  representatives  of  the  carriers  that  they  must 
have  $600,000,000  to  get  cars  to  do  business,"  said  Senator  Cum- 
mins. "I  was  thoroughly  impressed  with  the  idea  that  with 
the  equipment  they  had,  they  had  all  the  business  they  could 
do  in  that  period." 

Mr.  Kruttschnitt  said  with  the  available  equipment  the  roads 
handled  the  largest  volume  of  traffic  in  their  history. 

He  said  that  with  rpspeot  to  the  Panama  Canal  competition, 


the  "pinch"  came  when  the  volume  of  traffic  WM  low.  The 
hardship  to  which  the  roads  were  exposed,  he  said,  WM  the  po- 
tential effect  of  Panama  ('anal  competition  In  slack  times. 

"You  do  not  complain  of  water  competition,  do  you?"  asked 
Senator  Cummins.  "I  Infer  your  criticism  goes  to  the  fact  that 
the  government  is  furnishing  ships,  and  In  fact  subsidizing 
them." 

"I  think  the  Panama  Canal  should  have  been  built,"  replied 
Mr.  Kruttschnitt.  "It  is  a  national  necessity.  But  I  don't  think 
It  should  be  used  for  common  carrier  purposes  without  expense 
to  those  who  use  It." 

The  same  complaint  was  registered  by  Mr.  Kruttschnitt  as 
to  governmental  expenditures  on  inland  waterways  and  on  the 
highways  without  the  users  of  those  facilities  being  required  to 
pay  for  such  use.  On  the  subject  of  the  highways,  he  said: 

"The  conditions  under  which  the  highways  are  constructed 
and  operated  are  grossly  discriminative  against  the  railroads  and 
in  favor  of  their  competitors.  As  a  rule  the  improved  highway 
is  located  Immediately  adjacent  to  the  right  of  way  of  the  steam 
road,  where  it  inflicts  the  maximum  destructive  effect  on  steam 
road  traffic.  Under  their  charters,  which  are  agreements  with 
the  public,  the  steam  carriers  must  provide  and  maintain  their 
permanent  ways  at  large  expense,  are  subject  to  drastic  regula- 
tions as  to  profits,  living  conditions  and  terms  of  employment 
of  those  who  work  for  them  and  heavy  damages  for  injuries  to 
persons  or  property.  The  desire  to  develop  and  use  the  power- 
ful motor  trucks  and  passenger  vehicles  has  blinded  the  public 
to  the  necessity  for  proper  and  equitable  regulation  of  this  serv- 
ice, which  takes  thousands  of  tons  of  freight  and  hundreds  of 
thousands  of  passengers  every  day  from  established  rail  lines. 
By  reason  of  the  unlimited  profits  that  these  carriers  are  thus 
allowed  to  earn  they  can  put  competing  railroad  lines  out  of 
business  or  greatly  curtail  their  revenues.  Southern  Pacific  lines 
alone  were  deprived  of  over  $4,000,000  of  passenger  revenue  in 
1920  by  the  competition  of  public  motor  vehicles.  Taxes  paid 
by  all  the  people  and  to  a  large  extent  by  the  railroads  them- 
selves are  used  for  the  purpose  of  providing  free  highways  for 
vehicles,  which  are  subjected  to  no  regulation  for  the  protec- 
tion of  life  and  property,  and  whose  heavy  wheel  loads  rapidly 
destroy  the  roads.  Jn  common  justice  these  public  carriers 
should  be  required  to  pay  a  tax  on  freight  and  passengers  car- 
ried commensurate  with  the  use  of  and  injury  to  the  roads  they 
pass  over.  The  press  credits  the  President  to  be  keenly  alive 
to  these  inequities  and  the  Legislature  of  Oregon  as  being  en- 
gaged in  an  investigation  of  them." 

Mr.  Kruttschnitt,  speaking  of  the  long-and-short-haul  clause, 
said  for  many  years  lower  transcontinental  rates  were  main- 
tained at  the  Pacific  ports  than  at  interior  intermediate  points 
in  order  to  retain  a  share  of  the  coast  traffic  in  competition 
with  the  sea.  The  withdrawal  of  all  ships  from  the  Panama 
Canal  during  the  war,  he  said,  resulted  in  the  Commission  dis- 
continuing the  relief  from  the  long  and  short  haul  prohibition. 

"The  coast  rates  by  railroad  are  too  high  to  compete  for 
a  share  of  the  commodities  that  are  susceptible  of  transporta- 
tion by  vessel,  and  the  railroads  are  suffering  from  their  whole- 
sale diversion,"  said  he.  "The  inadequacy  of  their  revenue  must 
make  it  obvious  to  anyone  that  they  can  not  afford  to  reduce 
their  rates  at  all  intermediate  points  in  order  to  make  rates 
at  the  coast  which  will  recover  a  portion  of  this  traffic  and 
check  additional  inroads  thereon.  Therefore  they  must  either 
continue  to  submit  to  the  loss  of  the  coast  tonnage — and  even- 
tually obtain  more  revenue  from  their  other  rates,  including 
those  at  the  interior  points — or  obtain  a  renewal  of  authority 
from  the  Interstate  Commerce  Commission  to  make  the  neces- 
sary rates  at  the  port,  without  disturbing  the  prevailing  rates 
at  Interior  intermediate  points,  if  they  can  earn  enough  on  such 
traffic  above  the  cost  of  handling  It  to  contribute  something  to 
their  revenue.  Under  efficient  management,  which  is  now  re- 
quired by  law,  it  is  evident  that  for  every  dollar  by  which  a  car- 
rier's gross  revenue  is  reduced  by  depriving  it  of  the  right  to 
engage  in  competitive  seaport  traffic,  although  but  slightly  rem- 
unerative, an  equal  amount  must  be  added  to  the  burdens  of 
traffic  not  so  fortunately  situated.  The  Interstate  Commerce 
Commission  should  facilitate  the  efforts  of  the  railroads  to  re- 
cover and  retain  a  fair  share  of  this  traffic. 

"Reference  is  made  to  these  matters  to  direct  attention  to 
factors,  each  of  which  exercises  more  or  less  influence  in  divert- 
ing tonnage  which  the  steam  carriers  were  instrumental  in  creat- 
ing, and  on  which  they  rely  for  the  preservation  of  their  cor- 
porate life.  In  the  aggregate  the  amount  is  very  large  and  is 
rapidly  increasing." 

Referring  to  Mr.  Kruttschnitt's  complaint  against  federal 
and  state  aid  in  building  highways  without  the  users  thereof 
In  competition  with  the  railroads  being  compelled  to  .bear  part 
of  the  cost.  Senator  Cummins  said:  "You  present  a  rather 
difficult  problem,  Mr.  Kruttschnitt.  because  the  people  will  not 
forget  that  the  government,  In  one  way  or  the  other,  made  very 
large  contributions  to  the  railroads." 

Mr.  Kruttschnitt  said  when  the  rights  of  way  were  given 
to  the  railroads,  to  which  Senator  Cummins  referred,  the  lands 
were  not  worth  anything.  He  said  his  road  passed  over  many 
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acres  of  desert  land  that  was  not  worth  much  more  than  a  dollar 
an  acre  today. 

In  conclusion.  Mr.  KrutUchnitt  said: 

••These  then,  are  the  directions  in  which  we  need  and  ask 
your  help.  '  You  may  well  ask  what  the  railroads  propose  to  do 

10  ^ThSroad^executives  have  exerted,  are  exerting  and  will 
continue  to  exert  every  effort  to  increase  efficiency  of  oper- 
atTon  as  they  realize  since  the  passage  of  the  transportation 
act  to  a  degree  greater  than  they  ever  did  before  their  allegiance 
to  the  public  as  well  as  to  their  shareholders. 

"Many  absurd,  impractical  and  totally  indefensible  estimates 
of  possible  savings  to  result  from  the  adoption  of  numerous  im- 
provements have  been  made  in  the  heat  of  discussion  of  pend- 
ing issues  with  organized  labor.  These  economies  are  to  be  made 
by  the  universal  use  of  practices  and  devices  of  different  degrees 
of  merit  some  of  which  have  long  been  used  by  all  roads,  and 
all  of  which  are  used  by  some  roads.  All  the  suggestions  cost 
money  and  a  great  deal  of  money,  and  the  proposal  of  organized 
labor  is  that  the  additional  capital  be  invested,  not  for  the  bene- 
fit of  those  who  provide  it,  not  for  the  benefit  of  the  public  to 
reduce  rates,  but  generally  and  principally  to  permanently  sup- 
port wages  on  the  inflated  war  level. 

"Some  of  the  directions  in  which  the  joint  and  several  et- 
forts  of  the  public,  the  carriers  and  their  employees  can  help 
the  situation  are: 

"The  public  can  help,  among  other  ways: 

1    By  continuing  the   splendid  co-operation   that   it  has   accorded 
railroads  since   their  return  to  their  owners,    in  using  equipment 
and^ther  facnme^intensively.  ^  ^  ^^  ^  ^.^  ^^  ^ 

compel  the  employment  of  unnecessary  men. 

3.  By  terminating  government  made  agreements  that  put  a  pre- 
mium on  inefficiency. 

"The  carriers  can  help: 

1.  By  increasing  capacity  of  existing  lines  by  reducing  curves  and 

"*  I.  By  conserving  fuel  through  educating  enginemen  and  the  use  of 

3.  By  replacing  obsolete  locomotives,  shops,  and  tools  by  modern 
ones — matters  of  supreme  importance  on  account  of  great  increase  in 

4  By  eliminating  every  ounce  of  useless  dead  weight  in  locomo- 
tives and  cars,  remembering  that  it  costs  jUst  as  much  to  haul  a  ton 
of  useless  wood  and  iron  as  it  does  to  haul  a  ton  of  dry  goods. 

5.  By    reducing   delays    at    terminals    and    in    transit    through    the 
provision  of  more  second  tracks,  passing  sidings  and  terminals. 

6.  By   extended   use   of   power   devices   for   handling   freight,    and 
other  labor-saving  devices. 

7.  By   promoting  common   use  of  tracks  and  terminals  wherever 
practicable. 

"The  employees  can  help: 

1.  By  Increasing  and  ever  increasing  production  in  all  department* 
of  railroad  service. 

2.  By  loyal,   earnest  effort  to  reduce   operating  expenses   to  pre- 
war costs  or  better,  in  recognition  of  the  generous  increases  in  wages 
granted  by  public  regulating  bodies. 

3.  By  conserving  fuel  and  saving  life,  limb  and  property  through 
greater  care  and  stricter  observance  of  rules  and  regulations.     Pay- 
ments for  loss  and  damage  to  freight  increased  from  $35,000,000  in  1917 
to  over  $104.000,000  In  1919,  or  $40,000,000  more  than  they  should  have 
done  after  allowing  for  8  per  cent  fall  in  traffic  volume  and  100  per 
cmt  increase  In  value  of  commodities. 

"Finally,  managers  and  employees  jointly  can  render  incal- 
culable service  to  their  corporations  and  to  the  public  by  cul- 
tivating friendly,  harmonious  and  co-operative  relations  that 
were  dangerously  weakened  during  governmental  control,  and 
above  all,  by  establishing  a  thorough  realization  of  the  obligation 
of  public  service,  to  which  we  all  owe  absolute  fealty. 

"We  do  not  wish  to  be  understood  as  criticizing  or  disap- 
proving the  motives  of  pubHc  policy  that  determined  the  con- 
struction of  the  Panama. Canal,  highways,  inland  waterways  and 
ships.  We  recognize  the  first  as  a  measure  of  national  defense; 
the  last  an  indispensable  to  winning  the  war,  whose  cost,  even  if 
many  times  what  it  has  been,  would  have  been  wisely  incurred. 
The  others  are  necessary  for  the  development  of  our  country 
and  contribute  largely  to  the  pleasure  and  convenience  of  every 
one  of  us.  But  what  we  do  criticize  and  protest  most  earnestly 
is  the  unrestricted  use  for  common  carrier  purposes  of  these 
works,  built  with  public  money,  to  destroy  the  business  of  public 
service  corporations  built  with  private  moneys  dedicated  to  pub- 
lic use,  and  most  of  all  do  we  protest  against  the  entry  of  the 
United  States  Government,  backed  by  the  United  States  Treas- 
ury, into  destructive  competition  with  its  own  citizens." 

Cross-Examination   of    Kruttschnitt 

Members  of  the  Senate  committee  in  cross-examining  Julius 
KruttschnlU  May  11  went  into  the  question  of  rate  reductions. 

Senator  Townsend  of  Michigan  first  inquired  whether  the 
rate-making  section  of  the  transportation  act  had  had  the  effect 
of  causing  the  carriers  to  let  up  in  their  efforts  to  bring  about 
economical  operation  of  the  railroads. 

"I  don't  believe  It  has,"  replied  Mr.  Kruttschnitt.  "I  know 
on  our  road  It  has  not.  Everybody  is  keyed  up  to  make  a  show- 
Ing.  We  realize  we  are  on  trial." 

Questioned  as  to  the  upkeep  of  railroad  property  during 
ederal  control,  Mr.  Kruttschnitt  said  there  was  neglect  on  prac- 
tically all  the  roads,  but  more  so  on  some  than  others.  Asked 


about  the  reports  that  railroad  employes  had  tried  purposely 
to  injure  the  railroads  during  federal  control,  he  said  he  knew 
of  no  deliberate  acts.  The  principal  thing  was,  he  said,  that 
the  employes  lost  interest  in  their  work  and  that  their  sins  were 
of  omission  rather  than  commission.  He  also  said  the  rolling 
stock  was  not  kept  up.  Since  the  end  of  federal  control  he  said 
the  carriers  had  endeavored  to  put  their  cars  in  repair  except 
in  recent  months  when  it  was  necessary  to  reduce  the  number 
of  employes. 

"How  are  you  going  to  increase  your  revenues?  asked  Sena- 
tor Townsend. 

Mr.  Kruttschnitt  said  that  only  through  the  operation  of 
economic  laws  and  the  reduction  in  expenses  could  the  revenues 
be  increased.  Senator  Townsend  asked  whether  the  roads  would 
not  still  be  short  of  revenue  even  though  expenses  were  reduced. 
He  said  that  would  depend  on  the  volume  of  business.  The 
outlook,  he  said,  was  extremely  bad,  and  he  feared  that  many 
roads  would  go  into  receiverships  and  bankruptcy  if  present  con- 
ditions continued. 

Mr.  Kruttschnitt  said  the  first  and  greatest  relief  the 
roads  could  get  would  be  permission  from  the  Labor  Board  to 
reduce  wages. 

Senator  Stanley,  of  Kentucky,  asked  whether  an  amendment 
to  the  transportation  act  providing  for  joint  conferences  between 
the  employes  and  the  railroads  to  adjust  wage  questions  would 
help.  Mr.  Kruttschnitt  said  that  was  the  method  employed  be- 
fore the  enactment  of  the  transportation  act  and  that  it  had 
never  gotten  them  anywhere. 

"I  don't  think  the  transportation  act  has  been  given  a  fair 
trial,"  said  he.  "The  labor  adjustment  part  seems  to  be  func- 
tioning very  slowly." 

Mr.  Kruttschnitt  declared  that  the  most  of  what  could  be 
accomplished  in  economies  of  operation  has  been  put  into  effect 
He  said  great  savings  had  been  made  in  the  past  years  due  to 
improved  methods  of  train  operation  but  that  it  must  not  be  ex- 
pected that  as  much  progress  would  be  made  in  the  next  ten 
years. 

"You  don't  think  that  the  increase  in  rates  had  a  disastrous 
effect  on  railroad  revenues?"  asked  Senator  Townsend. 

"I  don't  think  they  had  any  effect  at  all,"  he  replied.    "The 
trouble  was   that  the  increases   were  given   when   business   ha 
started  on  a  decline." 

"I  have  had  some  question  in  my  mind  as  to  whether  or  not 
the  rates  discouraged  the  movement  of  traffic,"  said  Senator 
Townsend. 

The  senator  added  that  he  was  not  justifying  the  high 
tail   prices  but  that  the   fact  that  retail   prices   were   high   did 
not  justify  the  railroads  in  overcharging  for  their  service. 

"I  don't  think  the  present  rates  constitute  an  overcharge," 
said  Mr.  Kruttschnitt.  "Whether  or  not  reductions  would  in- 
crease the  revenue  depend  on  the  commodities  and  particular 
territories,  and  expenses." 

If  passenger  trains  are  operated  only  half  full,  he  said,  at 
3  cents  a  mile  and  could  be  filled  up  at  2  cents,  it  might  be  wise 
to  put  into  effect  the  2-cent  fare.  He  also  said  the  roads  had 
steadily  gone  down  under  a  "policy  of  starvation." 

"Don't  you  believe  the  railroads  would  have  been  in  better 
position  in  asking  a  reduction  in  wages  if  they  had  not  obtained 
the  last  increase  in  rates?"  asked  Senator  Townsend.  "The  rail- 
roads must  have  favorable  public  opinion.  Didn't  you  alienate 
much  of  that  by  asking  an  increase  in  rates  and  then  a  reduction 
in  wages?" 

Mr.  Kruttschnitt  replied  that  the  railroads  had  to  have  re- 
lief and  that  as  it  was  it  came  late  in  1920.  He  further  said 
f  they  had  not  obtained  that  relief  the  roads  would  have  gone 
to  ruin.  He  said  he  believed  that  if  the  depression  in  business 
had  not  come  the  urgent  necessity  for  a  reduction  in  wages 
would  not  have  been  so  great. 

Senator  Pomerene  went  into  the  question  of  rate  reductions 
as  a  means  of  helping  revive  business.  He  referred  to  the  road 
building  and  construction  industries  which  he  said  were  held 
down,  now  because  of  the  high  rates  and  asked  whether  it  would 
not  be  better  for  all  concerned  if  a  reduction  in  rates  could  be 
made  that  would  permit  the  traffic  to  move.  He  said  concerns  in 
Ohio  had  told  him  they  were  willing  to  market  their  materials  at 
a  loss  for  the  present  if  they  could  get  rates  under  which  the 
traffic  would  move. 

Mr.  Kruttschnitt  said  if  the  roads  should  reduce  rates  as 
asked  the  question  would  be  whether  they  would  be  paying  out 
$1.10  for  every  dollar  of  revenue.  Up  to  the  time  of  federal  con- 
trol he  said  the  roads  had  been  begging  the  Commission  for  in- 
creases in  rates  and  that  these  appeals  met  with  little  response. 
He  said  while  the  railroads  were  kept  lean,  other  concerns  were 
making  large  profits  and  that  they  could  stand  it  to  take  losses 
now  where  the  railroads  could  not.  He  suggested  that  the  Ohio 
material  men  take  up  the  question  of  reductions  with  the  rail- 
roads, however,  and  see  what  could  be  done.  He  said  such  ac- 
.ion  was  contemplated  when  the  Commission  authorized  the  per- 
centage increases. 

Senator  Pomerene  agreed  with  Mr.  Kruttschnitt's  views  that 

etailer  and  middleman  were  taking  too  big  a  slice  of  the 

and  he  said  the  same  was  true  of  the  labor  leaders  who 
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declaring  there  must  be  no  reduction:)  in  wages.  He  said 
reductions  in  wanes  must  be  made. 

Mr.  Kruttschnitt  said  the  unexampled  prosperity  of  the 
United  States  had  been  built  up  largely  as  the  result  of  the 
railroads  making  rates  to  Induce  the  movement  of  traffic. 

"Give  up  the  credit  of  wanting  to  do  that  If  it  Is  absolutely 
necessary,"  he  added. 

Senator  Polndexter  inquired  about  the  complaints  that  the 
Labor  Board  was  functioning  slowly.  Mr.  Kruttschnitt  said  all 
he  could  attribute  the  delay  to  was  the  personnel  of  the  board. 
He  said  the  labor  provisions  of  the  transportation  act  should 
work  out  better  than  they  have  and  that  he  believed  the  trouble 
was  in  the  make  up  of  the  board  itself. 

Senator  Polndexter  believed  that  some  arrangement  such  as 
l!u>  Railroad  Administration  had  with  its  adjustment  board  No. 
1  would  help.  He  said  that  board  had  dealt  rapidly  with  the 
cases  before  it.  Mr.  Kruttschnitt  was  inclined  to  believe  that  the 
rapidity  was  due  to  the  fact  that  the  representatives  of  the  Rail- 
road Administration  had  no  real  interest  in  the  adjustments  and 
did  not  have  to  look  to  the  future. 

Senator  Kellogg  asked  whether  It  was  not  true  that  traffic 
was  picking  up,  referring  to  recent  reports  on  car  loading.  Mr. 
Kruttschnitt  said  there  were  a  good  many  signs  that  conditions 
were  improving. 

Asked  whether  any  road  had  earned  more  than  6  per  cent 
on  the  value  of  its  property,  Mr.  Kruttschnitt  said  he  did  not 
know  of  any. 

Senator  Myers,  of  Montana,  said  the  Impression  seemed  to  be 
abroad  that  a  reduction  in  rates  would  Increase  revenues. 

"The  effect  of  a  reduction  of  rates  on  the  stimulation  of 
business  is  highly  speculative,"  said  Mr.  Kruttschnitt. 

"What  do  you  say  as  to  the  roads  indulging  in  the  experi- 
ment at  this  time  of  reducing  rates?"  asked  the  senator.  "Are 
the  roads  in  such  condition  that  they  can  do  that?" 

Mr.  Kruttschnitt  said  when  the  roads  were  more  prosperous 
they  were  not  backward  about  reducing  rates  to  see  whether 
such  action  would  move  more  traffic,  but  that  now  the  roads 
should  have  proof  in  advance  that  reductions  in  rates  would  in- 
crease their  revenues. 

Senator  Stanley  brought  out  that  rate  reductions  would  not 
result  in  improved  business  conditions  for  some  time,  if  they 
would  have  that  effect  at  all. 

"The  trouble  about  the  speculation  and  theories  of  stimulat- 
ing traffic  by  reducing  rates  is  that  we  are  prone  to  generalize 
too  much,"  said  Mr.  Kruttschnitt.  "In  some  instances  reduc- 
tions have  increased  traffic.  In  many  they  have  not." 

Position    of  the    Railroads 

"The  eyes  of  the  railroads  are  turned  to  the  future  and 
the  railroad  managers  are  confident  that,  as  a  result  of  the 
hearings  before  the  Senate  committee,  there  will  be  a  far  bet- 
ter understanding  on  the  part  of  the  public  of  the  whole  railroad 
situation,"  said  T.  DeWitt  Cuyler,  chairman  of  the  Association 
of  Railway  Executives,  in  a  statement  May  9  relative  to  the 
Cummins  inquiry  into  the  railroad  situation  which  began  May  10. 

"In  a  general  way,  the  following  will  indicate  the  spirit 
which  will  pervade  the  testimony  to  be  offered  by  the  rail- 
roads : 

"The  transportation  service  of  this  country  is  passing 
through  a  crisis.  It  is  not  a  crisis  peculiar  to  the  railroads  of 
the  United  States;  it  is  a  situation  of  world-wide  incidence 
arising  from  perfectly  understanable  causes,  most  of  them  hav- 
ing their  origin  in  the  world  war. 

"Peeling,  as  we  do,  that  the  world  has  definitely  turned  the 
corner  of  its  most  acute  depression,  so  we  feel  that  the  rail- 
road situation  has  likewise  passed  through  its  darkest  hour 
and  has  now  definitely  turned  for  the  better. 

"The  last  Congress  in  passing  the  transportation  act,  placed 
upon  the  statute  books  the  most  constructive  measure  dealing 
with  our  transportation  situation  which  had  been  enacted  into 
law  in  the  last  15  years. 

"The  transportation  act  has  not  broken  down;  the  present 
difficulties  of  the  railroads  are  not  due  to  the  transportation 
act,  and  the  transportation  act  provides  effective  machinery  for 
remedying,  in  so  far  as  it  may  be  done  by  national  legislation, 
the  difficulties  in  which  the  railroads  now  find  themselves. 

"The  managements  of  the  railroads  do  not  approach  Con- 
gress or  the  American  people  asking  for  any  amendments  in 
existing  national  legislation.  They  desire  to  make  perfectly 
clear  their  present  situation,  and  the  measures  they  ate  taking 
and  propose  to  take  to  work  their  way  out  of  existing  difficulties. 

"The  railroad  managers  regret  that  the  operation  of  inex- 
orable economic  laws  makes  it  necessary  that  railroad  wages 
should  be  reduced.  But  the  railroad  managers  have  no  fight 
with  their  employes  and  the  supreme  aim  of  every  railroad 
management  in  America  today  is  to  establish  its  relationship 
with  its  employes  on  a  basis  of  friendliness  and  co-operation 
which  will  result  in  work  at  satisfactory  wages  for  the  largest 
possible  number  of  men  and  in  an  efficient  and  economical 
service  to  the  public. 

"The  Commission  has  a  clear  understanding  of  the  real 
nature  of  the  American  transportation  problem  and  has  evinced 
its  desire  in  co-operation  with  the  public  and  with  the  railroad 


managements,  to  work  out  the  difficult  problem*  of  regulation 
In  a  manner  which  will  Insure  adequate  facilities  and  complete 
protection  to  public  Intercut. 

"The  public  also  IB  manifesting  a  disposition  actively  to  co- 
operate with  railroad  managers. 

"Railroad  managements  are  fully  aware  of  the  feeling  In 
many  quarters  that  certain  railroad  rates  are  excessive,  and  the 
unremitting  effort  of  the  railroad  managements  of  this  country 
Is  to  provide  service  of  such  economy  and  efficiency  that  It  can 
be  rendered  at  a  rate  which  will  promote  the  movement  of  the 
largest  possible  amount  of  traffic. 

"The  responsibility  of  railroad  management  is,  of  course, 
not  alone  to  give  low  rates,  but  to  provide  adequate  facilities. 
In  times  of  prosperity  the  adequacy  of  facilities  Is  of  more  con- 
sequence than  the  rate  Itself.  So  that  if  the  railroad  managers 
assent  to  a  schedule  of  rates  In  time  of  depression  which  makes 
It  impossible  for  them  to  provide  adequate  facilities  against  a 
period  of  prosperity,  they  would  be  recreant  to  a  duty  they 
cannot  escape. 

"The  public  and  the  Congress  may  rest  assured  that  the 
railroad  managers  are  straining  every  nerve  so  to  reduce  their 
expenses  that  they  may  be  able  at  the  earliest  moment  to  ad- 
just rates  to  changed  economic  conditions,  and  certainly  to  the 
end  that  no  individual  rate  shall  be  so  high  as  to  interfere  with 
the  normal  movement  of  a  commodity. 

"The  railroads  have  Just  emerged  from  a  year  of  extraor- 
dinary expenditures,  expenditures  so  large  that  even  with  great- 
ly reduced  freight  revenue  they  were  unable  to  earn  an  appreci- 
able sum  upon  the  actual  investment  In  American  railroad 
property. 

"The  railroad  executives  will  explain  to  the  Senate  com- 
mittee the  reasons  for  these  expenses.  The  railroads  will  show 
specifically  that  the  greater  part  of  the  increased  expenses  of 
1920  are  due  to  causes  over  which  the  railroads  had  no  control. 
The  railroads  will  also  show,  I  believe,  that  they  are  rapidly 
surmounting  their  difficulties  and  from  now  on  will  realize  a 
progressively  improving  situation." 


RAILROAD  ECONOMIES 

Under  the  caption,  "Where  the  Railroads  Are  Effecting 
Great  Economies,"  the  following  statement  appeared  in  the  May 
9  issue  of  American  Railroads,  published  by  the  Association  of 
Railway  Executives: 

"The  railroads  are  trying,  in  every  way,  to  make  savings 
in  the  cost  of  operation.  Wages  constitute  the  greatest  ex- 
pense, but  the  following  are  other  ways  by  which  the  railroads 
are  making  great  savings; 

1.  By  Intensive  effort  to  reduce  coal  consumptioa 

2.  By   buying  coal  at   prevailing  high  prices  on  only  a  hand-to- 

mouth   basis. 

3.  By  a  sustained  nation-wide  campaign  to  reduce  loss  and  dam- 

age claims. 

4.  By  increasing  the  average  movement  per  car  per  day. 

5.  By  increasing  the  average  tonnage  per  loaded  car. 

6.  By  increasing  the  average  number  of  cars  per  train. 

7.  By  consolidation  of  operating  divisions. 

8.  By  discontinuation  of  unprofitable  stations, 
fl.  By  discontinuation  of  unnecessary  trains. 

10.  By  reclamation  of  scrap  materials. 

11.  By  abstaining  from  the  purchase  at  present  high  prices  of  all 

but  absolutely  essential  materials  and  supplies. 

12.  By  a  reduction  in  the  amount  of  many  of  these  supplies,  due 

to  increased  efficiency  per  car  and  per  locomotive. 

"Inasmuch  as  wages  constitute  more  than  60  per  cent  of 
the  cost  of  operation,  not  enough  saving  can  be  made  in  the 
above  fields.  Therefore,  the  roads  have  been  forced,  on  account 
of  the  business  depression,  to  effect  reductions  in  the  number 
of  employes.  They  are  seeking  by  conference  with  their  men 
a  reduction  of  basic  wage  rates  of  necessary  employes,  to  come 
closer  into  harmony  with  wages  paid  for  similar  labor  in  other 
fields,  and  to  correspond  with  the  reduction  in  the  cost  of  liv- 
ing since  last  July." 

R.  H.  Aishton,  president  of  the  American  Railway  Associ- 
ation, says  that,  since  the  return  of  the  railroads  to  private 
control,  much  has  been  done  in  the  way  of  effecting  economies 
in  other  ways  than  the  attempted  reductions  in  wages.  His 
article  is  in  the  nature  of  an  answer  to  the  charges  made  before 
the  Labor  Board  by  representatives  of  the  labor  unions  to  the 
effect  that  the  railroads  are  wasting  billions  of  dollars  annually. 

So  far  as  economies  in  operation  are  concerned,  attention 
is  called  to  the  various  movements  that  have  been  prosecuted 
during  the  past  year.  These  include  intensive  efforts  to  reduce 
coal  consumption;  the  buying  of  coal  at  the  present  high  prices 
in  small  quantities;  a  nation-wide  campaign  to  reduce  loss  and 
damage  claims,  and  a  more  efficient  reclamation  of  scrap  ma- 
terials. The  increase  in  car  loading  from  28.3  tons  to  31.7  tons, 
the  Increase  in  average  train  loads  from  475  to  728  tons  and 
the  Increase  in  the  average  miles  per  day  per  car  from  22.3  to 
28.6  are  also  mentioned  as  factors  to  prove  the  efficient  man- 
agement of  the  roads. 

Many  of  the  improvements  suggested  as  means  of  saving 
money  by  the  labor  representatives  would  be  impossible  at 
present,  according  to  Mr.  Aishton,  because  It  would  be  im- 
possible to  make  them  without  the  expenditure  of  a  vast  amount 
of  capital  that  is  not  now  available.  The  savings  affected  by 
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the  means  mentioned,  as  well  as  by  consolidation  of  divisions, 
the  discontinuation  of  unprofitable  stations  and  unnecessary 
trains  and  other  factors,  is  not  sufficient  to  overcome  the  de- 
flciU  which  are  being  suffered  by  the  roads,  he  says.  Since 
wage*  constitute  more  than  60  per  cent  of  the  cost  of  operation, 
Mr.  Alshton  cannot  see  how  operating  expenses  can  be  cut 
sufficiently  to  reduce  rates  without  first  reducing  wages. 

He  says  that  any  attempt  to  reduce  rates  so  as  to  induce 
greater  tonnage  would  be  a  mistake.  Proceeding  on  the  sup- 
position that  a  restoration  of  the  old  rates  would  result  In  re- 
storing traffic  to  its  previous  degree,  Mr.  Aishton  says: 

"In  February,  1920,  the  last  month  of  government  control, 
the  railways  moved  the  largest  traffic  ever  handled  in  that 
month.  The  old  rates  were  in  effect,  and  they  earned  $270,000 
a  day  less  than  the  amount  required  to  pay  their  operating 
expenses  and  taxes.  With  the  government  guarantees  added, 
they  incurred  a  deficit  of  $1,930,000  a  day. 

"Effective  May  1,  the  Railroad  Labor  Board  awarded  ad- 
vances In  wages  averaging  12,100,000  a  day.  In  the  four  months 
from  May  1  to  September  1,  the  railways  handled  the  largest 
traffic  they  ever  did—  a  traffic  that  taxed  their  facilities  to 
their  capacity  —  and  in  these  months,  with  the  advanced  wages 
and  the  old  rates  in  effect,  they  earned  $1,444,000  a  day,  less 
than  enough  barely  to  pay  their  operating  expenses  and  taxes. 
With  the  government  guarantees  added,  their  deficit  during  the 
last  four  months  before  the  rates  were  advanced  was  over 
$4,000,000  a  day,  or  at  the  rate  of  about  $1,500,000,000  a  year. 

"It  is  obvious,  therefore,  that  to  restore  the  old  rates,  even 
If  this  did  restore  the  old  traffic,  would  be  to  restore  the  old 
deficit  of  over  $4.000,000  a  day,  and  throw  every  railroad  in 
the  country  into  the  bankruptcy  courts." 

WEBSTER  ON  RAILROAD  PROBLEMS 

The  solution  of  present  railroad  problems  does  not  lie  in 
new  legislation,  according  to  James  Webster,  assistant  traffic 
manager  of  the  New  York  Central,  who  voiced  the  opinion,  be- 
fore the  Traffic  Club  of  Kalamazoo,  at  its  meeting  April  21, 
that  in  the  transportation  act  of  1920  lie  all  the  legislative 
principles  necessary  for  putting  the  railroads  back  on  their 
feet,  so  long  as  they  are  applied  with  plenty  of  "perspiration 
and  co-operation." 

Along  with  the  handicaps  inherited  by  the  railroads  from 
the  period  of  federal  control  and  the  falling  off  of  tonnage  due 
to  the  present  slump  in  business,  Mr.  Webster  lays  part  of  the 
blame  for  the  plight  of  the  roads  to  public  sentiment,  which,  he 
says,  "is  a  factor  in  the  operation  of  railroads.  At  times  it 
i  unnecessarily  severe.  Happily  a  change  has  taken  place. 
The  restrictions  and  low  rates  and  fares  that  resulted  from  the 
public  sentiment  in  times  past  reflect  themselves  in  present 
railroad  conditions.  Some  of  the  troubles  of  today  would  have 
been  obviated  by  a  more  liberal  policy  on  the  part  of  the  public 
earlier  in  the  decade. 

"Fortunately,    there   are   few    dark    clouds    without   silver 
linings.     The  silver  lining  back  of  the  present  railroad  cloud 
the  transportation  act  of  1920.     This  new  legislation  seeks 
to  protect  and  build  up,  as  well  as  to  regulate  the  railroads  " 

The  good  points  which  Mr.  Webster  professed  to  see  in  that 

law  were  the  provision  for  taking  care  of  labor  problems   which 

he  hopes  will  soon  make  it  possible  for  the  "railroads  and  their 

iployes  to  pass  out  of  the  present  unsettled  condition  into  a 

more  productive  and  happier  period";  the  provisions  for  pooling 

and  consolidations;  and  the  rate  making  section.    With  regard 

to  consolidation,  Mr.  Webster  advanced  the  good  points  of  both 

—namely,  by  groups  in  keeping  with  those  outlined  by  the 

ommission  in  Ex  Parte  74,  and  by  a  series  of  transcontinental 

t  is  my  personal  view,"  he  said,  "that  the  interests 

of  the  country  would  be   better  served  by  a  system   of  trans- 

conttaental  or  country-wide  roads  than  a  system  of  roads  com- 

bined in  regions  or  territories." 

«SPtf  k'  ™  K'  »the  P?Wel  glven  to  the  Commission  over  state 

rates,  Mr   Webster  said  the  act  merely  put  into  terms  of  law 

that  the  Commission  had  already  been  exercising  under 

authority  of  the  Supreme  Court.    "The  power  is  not  taken  away 

from  the  states  to  regulate  state  charges  so  long  as  they  do  not 

create  undue  preference  of  state  as  against  interstate  traffic  " 

'It.  seems  to  me  that  this  must  have  a  conserving 

effect  and  be  in  the  best  interests  of  the  country  as  a  whole" 

He  pointed  out  that  the  present  would  be  an  ideal  time  to 

prepare  for  the  increased  traffic  that  would  follow  the  inevi- 

table business  revival.     He  said:     "The  time  when  additional 

£?'*"?  ,1re  /olng  to  be  needed  mav  c°me  sooner  than  we 
think,  inclined  as  we  are  to  believe  the  day  of  prosperity  wTn 
never  return.  The  time  to  prepare  for  increased  traffic  is  be 
fore  It  comes  rather  than  to  wait  until  It  is  here.  In  the  last 
indysta.  more  money  can  be  lost  by  reason  of  lack  of  ade 
quate  facilities  in  times  of  great  business  prosper  ty  than  can 
"  temporlzln*  wlth  the  rate  situation  In 


the  present  level  of  rates,"  he  added,  "it  should  not  be  under- 
stood that  adjustments  are  not  being  made  to  meet  peculiar 
conditions.  The  Central  Freight  Association,  with  the  work  of 
which  I  am  more  or  less  familiar,  gave  consideration  in  March 
to  260  rate  propositions.  Of  this  number  recommendations  were 
made  in  connection  with  124,  five  of  which  were  advances,  108 
reductions,  and  11  no  changes.  Mention  is  made  of  this  fact  to 
show  that,  while  standing  firm  on  the  general  level  of  rates, 
the  carriers  are  making  adjustments  and  in  this  way  relief  is 
being  given  on  a  great  many  items  of  traffic." 

He  denied  that  high  rates  are  chiefly  responsible  for  the 
dearth  of  business.  "The  Question  I  want  to  ask  right  here  is: 
Would  the  removal  of  the  high  rates  cure  the  situation  in  the 
case  of  either  the  farmer  or  the  manufacturer?  The  answer  I 
hear  is,  'It  would  help;'  but  I  do  not  hear  anyone  say  that  the 
trouble  would  be  cured  by  a  reduction  in  freight  rates  alone. 
The  situation  is  one  in  which  all  interests  should  co-operate  and 
go  hand  in  hand  to  bring  about  a  remedy.  The  railroads,  in 
co-operation  with  the  Labor  Board  and  the  Commission,  will,  I 
am  sure,  do  everything  that  is  humanly  possible  to  bring  about 
a  condition  that  will  admit  of  a  consistent  and  substantial  re- 
duction in  rates  at  the  earliest  possible  moment." 

TRANSPORTATION  LEGISLATION 

The  Traffic  World  Washington  Bureau 

Although  numerous  bills  relating  to  transportation  have 
been  introduced  at  the  present  session  of  Congress,  it  is  not  ex- 
pected that  a  serious  effort  will  be  made  to  put  through  the 
majority  of  the  bills  in  the  near  future.  Legislation  amending 
the  act  to  regulate  commerce,  if  there  is  to  be  any  at  the  present 
session,  probably  will  not  be  taken  up,  with  one  or  two  excep- 
tions, at  least  until  after  the  Cummins  inquiry  into  the  rail- 
road situation  has  been  completed. 

An  effort  will  be  made  to  put  through  a  bill  giving  the 
Commission  authority  to  require  the  establishment  of  seasonal 
rates  on  coal.  A  final  vote  on  this  question  was  to  be  taken  by 
the  Senate  committee  on  interstate  commerce  May  12.  The  sea- 
sonal coal  rate  bill  introduced  by  Senator  Frelinghuysen  will  be 
modified  so  as  to  leave  to  the  Commission's  discretion  the  reduc- 
tions and  increases  to  be  made  at  stated  periods  throughout  the 
year  in  the  published  rates  on  coal. 

The  Senate  committee  on  interstate  commerce  also  has 
under  consideration  for  early  action  the  bill  providing  for  amend- 
ment of  the  valuation  section  of  the  interstate  commerce  act  so 
as  to  relieve  the  Commission  of  the  duty  of  ascertaining  and 
reporting  the  cost  of  reproduction  of  carrier  lands.  Hearings  on 
this  bill  were  held  in  the  last  session  by  the  House  committee 
on  interstate  commerce. 

Numerous  bills  providing  for  the  issuance  of  mileage  books 
at  reduced  rates  have  been  introduced  in  both  branches  of  Con- 
gress. Organizations  of  commercial  travelers  and  others  are 
urging  enactment  of  such  legislation. 

There  have  been  no  indications  to  date  of  a  desire  to  revive 
the  proposed  modification  of  section  10  of  the  Clayton  anti-trust 
act  relating  to  dealings  between  carriers  and  supply  companies. 
Hearings  were  held  on  this  matter  at  the  last  session  and  a  bill 
was  reported  both  in  the  House  and  the  Senate,  but  it  was  not 
taken  up  at  that  session. 

Representative  Sweet,  of  Iowa,  has  introduced  a  bill  (H.  R. 
6043)  amending  section  19a  of  the  interstate  commerce  act — the 
valuation  section — so  that  the  Commission  would  not  be  required 
to  ascertain  and  report  the  cost  of  reproduction  of  carrier  lands. 
Similar  bills  were  introduced  in  both  branches  of  Congress  at 
the  last  session  and  hearings  were  held  before  the  House  com- 
mittee on  interstate  and  foreign  commerce. 

Senator  Sheppard  of  Texas  introduced  a  bill  (S.  1674) 
amending  paragraph  of  section  206  of  the  transportation  act  to 
make  the  paragraph  read  as  follows: 

The  period  of  federal  control  shall  not  be  computed  as  a  part  of 
the  periods  of  limitation  in  actions  against  carriers,  receivers  of  car- 
riers, or  in  claims  for  reparation  to  the  Commission  for  causes  of 
action  arising  prior  to  federal  control. 

The  only  change  is  the  insertion  of  the  words  "receivers  of 
carriers." 


Mr.  Webster  declared  himself  emphatically  for  the  retention 

' 


RESTORATION  OF  STATE  CONTROL 

The  Traffic  World  Washington  Bureau 

A  concurrent  resolution  of  the  Michigan  legislature  memo- 
rializing Congress  to  amend  the  transportation  act  so  as  to 
restore  full  state  control  over  intrastate  commerce  has  been 
submitted  to  the  Senate  by  Senator  Townsend,  of  Michigan. 
Amendment  of  the  transportation  act  is  urged  "so  as  to  restore 
to  the  states  the  control  of  the  capital  securities  of  all  railroad 
corporations  created  under  the  sovereignty  of  the  states  and 
operating  railroads  wholly  within  the  territorial  limits  thereof; 
he  control  by  the  states  of  intrastate  rates  over  intrastate 
and  the  authority  of  the  states  to  compel  service  by 
railroads  in  the  transportation  of  persons  and  property  on  the 
basis  of  a  fair  return  upon  the  fair  value  of  the  used  and  useful 
property  of  the  railroad  company." 
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LABOR  BOARD  HEARINGS 

Hearings  on  the  application  of  93  railroads  for  reduction* 
In  the  wages  of  various  classes  of  skilled  and  unskilled  labor 
(•a mo  to  a  close  before  the  Labor  Board  May  7.  No  announce- 
ment was  made  as  to  whether  the  board  will  accede  to  the 
request  of  the  union  representatives  to  withhold  decision  in  the 
matter  until  after  July  1,  when  new  rules  and  working  condi- 
tions are  expected  to  go  into  effect.  It  is  possible,  however, 
rh.it  the  natural  course  of  events  will  make  it  impossible  for 
the  board  to  arrive  at  a  decision  before  that  date,  In  spite  of 
its  manifest  desire  to  bring  the  matter  to  a  speedy  settlement. 
The  amount  of  documentary  evidence,  of  which  the  two  weeks' 
hearing  was  merely  an  oral  summary,  is  enormous  and  if  the 
board  examines  all  of  it,  at  least  several  weeks  will  be  required. 
At  the  May  7  session,  F.  W.  Sargeant,  general  solicitor  for 
the  Chicago  &  North  Western,  attacked  the  figures  introduced 
by  W.  Jett  Lauck  and  B.  M.  Jewell  for  the  labor  unions.  He 
said  Mr.  Lauck  had  proceeded  on  the  theory  that  a  living  wage 
was  one  necessary  to  support  the  "average  family  of  five,"  when, 
as  a  matter  of  fact,  there  is  usually  more  than  one  producer  in 
such  a  family.  According  to  Mr.  Lauck,  he  said,  there  are  only 
20,000,000  wage-earners 'in  the  country;  but  statistics  show  that 
there  really  are  nearly  40,000,000.  Mr.  Sargent  deprecated  the 
attempts  of  the  union  men  to  show  the  management  how  to 
economize  in  materials  and  operation  when,  he  said,  the  unions 
were  trying  to  force  through  limiting  legislation,  such  as  full- 
crew  laws  and  limited  length  train  laws  in  various  states. 

Bird  M.  Robinson,  president  of  the  American  Short  Line  Rail- 
road Association,  appeared  before  the  Labor  Board  May  9  at  the 
hearing  on  dockets  No.  331  and  332,  wage  disputes  involving  13 
of  the  member  roads  of  his  organization. 

"The  seeming  inclination  of  the  board  to  give  improper  in- 
terpretation to  the  transportation  act  is  of  such  far-reaching  con- 
sequences to  the  carriers,  as  well  as  the  public,  that  I  have  felt  it 
was  necessary  for  me  as  a  railroad  official  as  well  as  an  American 
citizen  to  speak  plainly  on  the  subject,"  said  Mr.  Robinson. 

He  contended  that  the  disputes  were  not  properly  before 
the  board  because  the  notices  sent  to  the  carriers  involved  were 
incomplete. 

"The  board  will  observe  that  these  notices  sent  to  carriers 
located  in  varied  and  distant  sections  of  the  country  do  not 
advise  or  inform  such  carriers  as  to  what  particular  organiza- 
tion of  employes  is  making  complaint  nor  what  particular  craft 
or  class  of  employes  are  members  of  organizations  in  whose  be- 
half application  is  filed.  It  does  not  show  what  person  or  officer 
filed  the  application  in  the  several  cases,  nor  any  other  fact 
which  would  enable  the  carrier  to  come  prepared  to  answer  the 
complaint,  nor  does  there  seem  to  be  any  rule  of  this  board 
which  requires  such  a  prima  facie  showing  of  fact  as  will  give 
protection  to  the  carrier  against  such  proceedings  as  have  been 
brought  against  these  carriers. 

"The  American  Short  Line  Railroad  Association  has  con- 
sistently and  constantly  contended,  since  the  organization  of 
this  board,  that  in  view  of  the  fact  that  the  law  declares  that 
any  party  to  any  dispute  to  be  considered  by  the  hoard  shall  be 
entitled  to  a  hearing,  either  in  person  or  by  counsel,  it  neces- 
sarily carries  with  it  an  implied  requirement  that  reasonable 
notice  shall  be  given,  which  notice  shall  contain  such  a  statement 
as  will  fully  inform  the  defendant  as  to  the  nature  of  the  com- 
plaint filed  and  by  what  particular  employes  or  organization  of 
employes,  so  that  the  defendant  may  come  prepared  to  meet 
such  complaint  and  exhibit  to  the  board  full  and  complete  in- 
formation. 

"This  association  has,  furthermore,  objected  and  still  ob- 
jects to  the  joinder  of  separate  and  independent  carriers  in  the 
hearing  and  decision  of  complaints." 

The  complaint  is  also  made  that  there  is  nothing  to  show  that 
the  objection  to  the  proposed  wage  cuts  originated  among  the 
employes  on  the  roads  involved.  It  Is  charged  that  the  matter 
was  brought  before  the  board  by  labor  leaders  in  the  same  man- 
ner as  the  rules  and  regulations  dispute  as  regards  to  the  short 
lines.  "In  that  case,"  said  Mr.  Robinson,  "I  said  what  I  now  re- 
peat, namely,  that  the  alleged  disputes  were  not  genuine,  but 
were,  in  truth  and  fact,  part  of  a  plan  of  the  leaders  of  organ- 
ized labor  to  nationalize  all  labor  engaged  in  transportation  serv- 
ice in  the  United  States  and  place  the  employes  in  direct  con- 
trol of  general  officers,  thus  compelling  the  carriers  to  deal 
directly  with  them  rather  than  with  the  employes  engaged  in 
their  service. 

"We  have  constantly  and  consistently  advocated  such  an 
interpretation  of  the  law  and  such  procedure  as  would  make  a 
labor  trust  an  impossibility." 

Statistics  regarding  the  financial  condition  of  the  short  line 
railroads  and  the  necessity  for  a  reduction  in  operating  costs  in 
order  to  continue  in  business  were  presented.  Mr.  Robinson 
further  stated  that  the  employes  of  the  short  lines  were,  in  gen- 
eral, aware  of  these  facts  and  could  probably  be  made  to  accept 
a  cut  if  no  interference  were  made  by  outside  railroad  labor 
officials. 

"From  my  place  as  president  of  the  American  Short  Line 
Railroad  Association,"  he  concluded,  "I  have  opportunity  to 


know  and  do  know  the  opinion*  of  the  managements  of  these 
numerous  small  properties.  The  opinion  I  let,  without  excep- 
tion, Is  that  the  managements  would  have  no  trouble  In  affecting 
a  proper  adjustment  of  wages  with  their  employes  if  It  were  not 
for  the  Interference  of  officials  of  labor  organizations." 

I..  [•'..  Faulkner,  general  manager  of  the  Mississippi  Central 
Railroad,  testifying  before  the  Labor  Board,  May  10,  at  the 
hearing  on  the  wage  disputes  on  short-line  railroads,  asserted 
that  the  cost  of  living  had  dropped  to  such  an  extent  since 
July,  1920,  when  the  wage  Increases  under  Decision  No.  2  were 
awarded,  that  It  would  work  no  hardship  on  the  employes  to 
accept  the  wage  cuts  proposed  by  the  various  southern  roads. 
He  pointed  out  that  two  of  the  principal  articles  of  diet  of  the 
negro  laborer,  corn  and  rice,  had  decreased  in  price  between 
July,  1920,  and  February,  1921,  by  more  than  60  per  cent,  and 
that  there  had  been  a  further  decline  since  that  date. 

Mr.  Faulkner  said  that  an  agreement  had  been  reached  be- 
tween the  managers  and  the  workers  on  the  Mississippi  Central 
as  to  the  amount  of  a  wage  cut,  but  that  the  agreement  was 
later  repudiated  by  the  workers  after  national  union  leaders 
had  refused  to  allow  them  to  accept  any  wage  cut. 

Among  the  others  who  testified  May  10  was  C.  T.  Smith, 
representing  the  receiver  for  the  Waupaca-Green  Bay  Railroad, 
a  Wisconsin  road  operating  10  miles  of  track,  owning  one  loco- 
motive and  a  combined  baggage  and  passenger  car,  and  employ- 
ing four  men.  Mr.  Smith  said  that  an  order  to  cease  paying 
the  reduced  wages  which  have  already  been  put  Into  effect  on 
his  road  would  be  useless,  since  it  would  be  impossible  to  raise 
the  money  to  pay  more. 

It  was  announced  at  the  Labor  Board,  May  11,  that  the 
hearings  on  national  agreements,  which  have  been  going  on 
since  January,  and  on  which  a  decision  was  rendered  April  14, 
would  not  be  resumed.  B.  M.  Jewell,  president  of  the  railway 
employes'  section  of  the  American  Federation  of  Labor,  has 
informed  the  board  that  the  only  thing  he  still  desires  to  put 
in  is  an  exhibit  which  will  be  ready  next  week.  E.  T.  Whiter, 
who  has  represented  the  railroads  throughout  the  hearings,  an- 
nounced that  the  railroads  did  not  expect  to  present  further 
testimony. 

The  statement  made  before  the  Labor  Board,  May  9,  by 
President  Bird  M.  Robinson  of  the  American  Short  Line  Rail- 
road Association  to  the  effect  that  "the  interpretation  which  the 
board  seems  to  give  to  the  transportation  act  is  such  that  every 
carrier  will  be  compelled  to  have  a  closed  shop  or  else  refuse 
in  any  case  to  employ  any  person  who  happens  to  be  a  member 
of  a  labor  organization,"  was  amplified  before  the  board,  May  11, 
by  Ben  B.  Cain,  general  counsel  for  the  association.  The  amplifi- 
cation, made  at  the  request  of  Horace  Baker,  railroad  member 
of  the  board,  took  the  form  of  a  statement  which  claimed  that  the 
principles  enumerated  in  Decision  No.  119,  regarding  the  negotia- 
tion of  new  rules  and  working  agreements,  make  it  impossible 
to  deal  with  open-shop  employes. 

After  quoting  the  rules  which  guarantee  the  right  of  collec- 
tive bargaining,  the  right  of  the  organized  majority  to  represent 
the  minority,  and  the  right  of  the  employes  to  be  represented  by 
men  not  employed  on  the  line  and  not  directly  Interested,  Mr. 
Cain  asked:  "If  short  line  railroads  are  now  employing  labor 
through  an  open  shop  and  such  roads  must  now  make  agree- 
ments such  as  are  here  required,  how  can  it  be  accomplished 
without  an  adoption  of  the  method  of  collective  bargaining?  In 
our  opinion  the  logical  effect  .of  this  action  is  to  compel  the 
carriers  to  enter  into  agreements  which  would  make  the  exercise 
of  the  constitutional  right  of  free  contract  as  impossibility." 

Further  protest  was  made  against  the  board's  assumption  of 
authority  over  a  matter  which  the  short  line  association  contends 
is  not  under  their  jurisdiction. 

"The  Labor  Board  was  not  created  for  the  purpose  of  hear- 
ing the  controversies  which  might  arise  between  the  employes 
and  employer  in  all  cases,"  said  Mr.  Cain,  "but  was  intended  to 
exercise  the  functions  of  a  board  of  conciliation  and  settlement 
in  cases  of  such  magnitude  as  would,  if  not  settled,  probably  re- 
sult in  a  dispute  likely  substantially  to  interrupt  commerce.  A 
substantial  interruption  to  commerce  could  hardly  occur  on  a 
road  which  employs  less  than  one  hundred  men." 

Speaking  for  the  Philadelphia.  Bethlehem  and  New  England 
Railroad,  a  subsidiary  of  the  Bethlehem  Steel  Corporation. 
Thomas  W.  Bowers  Insisted  that  there  was  no  dispute  regarding 
wages  on  that  line  because  the  notices  had  been  posted  and  cuts 
put  into  effect  without  any  protest  on  the  part  of  the  employes. 
He  said  that  as  he  interpreted  the  transportation  act  there  was 
nothing  in  it  which  would  forbid  a  railroad  cutting  the  wages 
of  its  employes.  "The  most  this  board  can  do  is  to  make  an 
order  declaring  that  we  have  violated  some  other  order,"  he  said. 
In  his  closing  brief,  read  before  the  Labor  Board,  May  12, 
Ben  B.  Cain,  general  counsel  for  the  American  Short  Line  Rail- 
road Association,  summed  up  the  various  arguments  presented 
previously  regarding  the  jurisdiction  of  the  board  over  the  short- 
line  wage  disputes,  and  moved  their  dismissal. 

"To  say  that  the  demand  which  officials  of  national  labor 
organizations  cause  to  be  made  on  these  small  railroads,  some 
of  them  less  than  twenty  miles  in  length,  is  a  sufficient  basis 
for  opinion  that  there  was  a  dispute  between  parties  directly 
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Galveston,  Second  Largest  Export  Port  in  United  States 

Official  figures  of  the  Department  of  Commerce  for  the  year  ending  June  30,  1920,  show  total  exports 
through  Galveston  amounting  to  $598,239,227,  second  only  to  the  Port  of  New  York. 

Total  cotton  exports  for  current  season  up  to  May  1,  1921,  amounted  to  2,027,405  bales.  Net  receipts 
at  Galveston  for  same  period  totaled  2,468,945  bales.  Net  receipts  at  New  Orleans,  our  nearest  rival  port,  for 
same  period,  1,221,722  bales. 

Total  wheat  exported  through  Galveston,  period  July  1,  1920,  to  May  1,  1921,  amounted  to  67,639,929 
bushels,  a  creditable  record  among  the  Gulf  ports. 

Total  oil  imports  for  year  ending  December  31,  1920,  amounted  to  722,724,416  gallons. 

Galveston  during  a  normal  year  has  handled  a  total  of  4,035,114  bales  of  cotton  with  ease,  system  and 
dispatch. 

Cotton  receipts  in  one  day  have  been  as  high  as  70,124  bales;  in  one  week,  207,545  bales,  and  in  one 
month,  855,283  bales. 

Galveston  has  fourteen  high  density  compresses  and  storage  space  for  approximately  1,000,000  bales  of 
cotton. 

The  port  handles  regularly  large  quantities  of  sulphur,  oil,  lumber,  cottonseed  cake,  meal  and  oil,  rice, 
flour,  other  grain  products,  iron  and  steel  articles,  spelter,  copper  and  lead  bullion,  also  manufactured  articles 
of  all  kinds.  The  port  imports  much  sugar,  oil,  sisal,  manufactured  commodities  and  various  classes  of  raw 
materials. 

A  Trial  Shipment  Is  Only  Necessary  to  Convince  You 
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Port  of  Quickest  Dispatch  and  of  the  Best  Service 

Average  detention  of  cars  for  all  classes  of  shipments  is  officially  shown  as  3  days  per  car. 

Terminal  facilities  ample  to  handle  all  shipments  without  danger  of  delay  caused  by  congestion  or  embar- 
goes. Seventy-five  miles  of  terminal  tracks  serving  waterfront  sheds  and  docks. 

Steamship  service  to  the  major  ports  of  the  world,  with  liner  service  to  the  United  Kingdom,  Europe, 
West  Indies,  South  and  Central  America,  Mexico  and  the  Orient. 

Shipment  of  agricultural  implements  from  Chicago  to  Liverpool  via  Galveston  delivered  at  Liverpool 
within  less  than  thirty  days  from  the  date  it  was  shipped  from  Chicago.  This  is  an  example  of  the  service 
offered  Middle  Western  shippers  via  Galveston. 

Freight  rates  to  or  from  Galveston  are  the  same  or  lower  than  rates  to  or  from  other  Gulf  ports  from 
and  to  points  on  and  west  of  the  Mississippi  River  and  including  Illinois  and  Western  Indiana. 

Coastwise  service  to  and  from  New  York  unsurpassed,  with  an  average  of  five  boats  per  week  each  way. 
Full  cargo  service  to  all  coastwise  points. 

Total  Elevator  Capacity— 3,600,000  Bushels. 

Modern  docks  and  wharves  with  3,952,279  square  feet  of  covered  space;  berths  for  90  ocean-going  ves- 
sels ;  repair  facilities,  including  10,000-ton  drydock.  Plenty  of  room  left  for  further  development. 

No  Lighterage — Freight  handled  direct  from  car  to  ship  or  ship  to  car. 

We  are  giving  especial  attention  to  miscellaneous  cargo  shipments  to  all  foreign  ports,  and  solicit  import 
shipments.  For  information  as  to  rates,  routing  or  sailings,  apply 

Traffic  Department  Galveston  Commercial  Association,  Galveston,  Texas 
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Interested  likely  to  substantially  interrupt  commerce,"  he  said, 
would  be  a  finding  utterly  without  foundation  in  fact  or  reason, 
and  therefore  unlawful. 

"Reduced  to  its  last  analysis,  thii  would  seem  to  indicate 
that  in  the  opinion  of  the  Labor  Board,  the  right  of  the  carrier, 
at  any  time  or  under  any  circumstances,  to  decide .  for  itself 
what  wage  It  is  willing  to  pay  for  a  given  service,  no  longer 
exists.  If  one  of  these  small  roads  which  employs  no  more 
than  one  or  two  enginemen  or  one  or  two  trainmen,  should  be 
offered  performance  of  the  same  service  by  any  number  of  other 
enginemen  or  trainmen  for  a  lower  wage,  it  could  not  announce 
its  purpose  to  reduce  wages  accordingly  without  first  conferring 
with  the  enginemen  and  trainmen  already  in  service  to  ascertain 
If  they  will  consent,  and,  if  they  will  not  consent,  then,  accord- 
ing to  the  opinion  of  the  board,  the  wage  for  such  service  must 
remain  unchanged  until  the  board  can  hear  what  all  parties 
have  to  say  and  decides  what  wages  are  just  and  reasonable 
for  the  particular  service. 

"We  confidently  assert  that  the  law  does  not  and  could  not 
go  so  far.  As  far  as  it  does  go  is  to  declare  it  is  the  duty  of 
carriers  and  employes  'to  exert  every  reasonable  effort  and 
adopt  every  available  means  to  avoid  any  interruption  to  the 
operation  of  any  carrier  growing  out  of  any  dispute  between 
them.'  The  law  does  not  pretend  to  interfere  or  in  any  manner 
control  the  parties  until  the  act  of  one  or  the  other  of  them 
has  brought  about  a  dispute.  When  a  dispute  has  in  fact  arisen, 
then  the  law  comes  in  and  makes  it  the  duty  of  both  parties 
'to  exert  every  reasonable  effort  and  adopt  every  available 
means  to  avoid  interruption  to  the  operation  of  the  carrier.' 
The  law  itself  declares  what  is  meant  by  exerting  every  rea- 
sonable effort  and  adopting  every  available  means,  for  it  im- 
mediately proceeds  to  declare  that  the  dispute  shall  be  con- 
sidered and,  if  possible,  decided  in  conference  between  repre- 
sentatives designated  and  authorized  so  to  confer  by  the  parties 
directly  Interested  in  the  dispute,  and  if  the  dispute  is  not  de- 
cided in  such  conference,  it  is  made  the  mandatory  duty  of  such 
parties  to  refer  It  to  the  Labor  Board. 

"There  is  no  such  grant  of  power  in  the  law  as  the  board 
has  assumed  to  exercise  in  these  cases.  The  board  is  not  only 
requiring  these  carriers  to  appear  and  answer  complaint  as  to 
an  act  which  the  law  does  not  prohibit,  but,  without  awaiting 
an  answer  or  first  affording  the  carriers  an  opportunity  to  be 
heard,  it  has  proceeded  to  pass  resolutions  declaring  the  act 
of  the  carriers  to  be  improper,  requests  the  employes  to  accept 
under  protest  the  wages  offered  and  declares  it  will  make  its 
decision  In  the  said  disputes  effective  as  of  the  date  of  the 
reduction." 

An  echo  of  the  national  agreements  case,  hearing  on  which 
was  announced  closed  May  11,  was  heard  at  the  Labor  Board  May 
12,  when  that  body  officially  removed  from  its  records  a  letter 
introduced  by  the  labor  leaders  March  22,  which  they  insisted 
had  been  written  by  I.  W.  Geer,  general  manager  of  the  south- 
western region  of  the  Pennsylvania  lines.  The  letter,  about 
which  a  controversy  had  raged  ever  since  its  introduction,  carried 
instructions  to  all  supervisory  emoloyes  to  ascertain  the  position 
of  employes  on  the  abrogation  of  the  national  agreements  "re- 
sorting  to  defamation  of  all  labor  organizations  if  necessary." 

The  board,  in  executive  session,  had  passed  a  resolution, 
railing  on  the  labor  leaders,  in  justice  to  "themselves,  the  organi- 
zations which  they  represent,  the  carriers  and  the  puhlic,"  to 
make  known  the  source  of  the  letter  which  was  "evidently  ficti- 
tious and  fraudulent."  At  the  hearing  in  response  to  this  resolu- 
tion, May  12,  Frank  P.  Walsh,  attorney  for  the  unions,  declined 
to  make  known  the  source  of  the  letter  and  admitted  it  to  be 
unauthentlc.  Several  witnesses  had  been  subpoenaed  at  the  re- 
quest of  Mr.  Walsh,  among  which  were  Mr.  Geer,  his  stene- 
erapher.  chief  clerk  and  others.  All  of  them  denied  any  know- 
ledge of  the  letter  and  Mr.  Geer  vehemently  denied  ever  having 
written  it. 


INTRASTATE  TRACTION  RATES 

Tkt  Traffic  World  Washington  Bureau 

The  National  Association  of  Railway  and  Utilities  Commis- 
sioners, through  John  K  Benton,  general  solicitor,  has  filed  a 
motion  with  the  Commission  asking  for  rehearing  in  No    11299 
William  Wylle  Beall  vs.  Wheeling  Traction  Company,  and  for 
leave  to   intervene   in   the   case.     The   state  commissions   are 
:ing  a  determination  of  the  question  of  whether  the  Juris- 
ctlon  of  the  Commission  extends  to  electric  interurban  rail- 
ways engaged  in  intraatate  commerce  and  permits  it  to  enter 
irders  holding  intrastate  passenger  rates  discriminatory  against 
interstate  commerce,  as  it  did  in  the  Beall  case. 

•The  several  state  railroad  and  nubile  utilities  commissions, 

on  behalf  of  which  this  motion  is  filed,"  said  Mr.  Benton    "are 

Interested  in  this  proceeding  by  reason  of  their  desire  to  nre 

erve  their  Jurisdiction   to  serve  the  peonle  of  their  states  in 

the  manner  provided  by  their  laws,    if  the  order  of  the  Com 

sslon  in  this  case  shall  stand,  and  if  this  Commission  shall 

wenstae.  or  attempt  to  exerciee,  power  to  make  like  orders  in 

°aur  nT'f  ^Ilin*  ,^lhln,  the   Preced«"   thereby  estabHshed 
said  commissions  will  be  largely  deprived  of  their  Jurisdiction 


over  street  railroads,  or  will  be  compelled  to  engage  in  a  multi- 
plicity of  suits  to  defend  the  same.  The  purpose  of  this  motion 
is  to  secure  a  review  by  this  Commission  of  the  order  which  has 
been  made  herein,  and  of  the  findings  of  fact  and  rulings  of  law 
upon  which  said  order  rests,  to  the  end  that  said  order  may  be 
set  aside,  and  this  proceeding  disposed  of  without  encroach- 
ment upon  the  regulatory  jurisdiction  and  power  of  the  state  of 
Ohio,  exercised  through  the  commission  and  the  municipalities 
of  that  state. 

"There  is  no  disguise  of  the  fact  that  this  is  a  carrier  pro- 
ceeding, designed  to  bring  about  an  increase  of  intrastate  fares 
for  the  purpose  of  producing  larger  revenue  for  the  traction  com- 
pany, regarded  as  an  interstate  carrier.  The  record  was  made 
upon  the  theory  that  rates  which  the  Commission  deems  unrea- 
sonably low  may  be  found  discriminatory  against  interstate  com- 
merce. The  case  was  presented  to  the  Commission  upon  that 
theory  and  decided  on  that  theory.  There  is  no  evidence  of  dis- 
crimination of  any  other  sort." 

The  fares  involved  in  the  case  are  those  on  the  lines  of  what 
is  known  as  the  Steubenville  company  lines,  which  are  a  part 
of  the  Wheeling  Traction  Company  system.  The  Steubenville 
lines  are  wholly  within  the  state  of  Ohio  and  the  state  com- 
missions contend  that  those  lines  have  not  been  used  in  inter- 
state commerce  and  that,  on  that  ground,  if  on  no  other,  they  are 
not  subject  to  the  jurisdiction  of  the  Commission. 

"If,  however,"  it  is  contended  in  the  motion,  "the  Commission 
may  treat  the  Steubenville  Company  lines  as  an  integral  part 
of  the  traction  company  system,  and  thus  as  a  part  of  a  prop- 
erty operated  for  the  transportation  of  interstate  commerce, 
nevertheless  the  lines  are  not  subject  to  the  jurisdiction  of  this 
Commission.  Such  jurisdiction,  so  far  as  rates  of  fare  are  con- 
cerned, extends  only  to  those  properties  which  the  Congress  has 
subjected  to  the  rate-making  power  of  this  Commission.  The 
question  whether  street  railroads,  of  the  character  which  were 
in  existence  when  the  act  to  regulate  commerce  was  passed,  are 
subject  to  the  jurisdiction  of  this  Commission,  has  been,  as  it 
seems  to  us,  very  clearly  ruled  upon  by  the  Supreme  Court." 

The  case  of  Omaha  Street  Ry.  Co.  vs.  Interstate  Commerce 
Commission,  230  U.  S.  324,  is  cited  in  support  of  the  above  con- 
tention. 

"Under  every  test  which  the  Supreme  Court  applied  in  the 
Omaha  case,"  Mr.  Benton  argues,  "the  lines  of  street  railroad 
involved  in  this  case  are  clearly  outside  the  jurisdiction  of  the 
Commission,  as  conferred  by  the  act  to  regulate  commerce  as 
that  act  stood  when  the  order  of  the  Commission' was  made  in 
the  Omaha  case.  Accordingly,  they  are  outside  the  jurisdiction 
of  the  Commission  today,  unless  some  amendment  has  since  been 
made  extending  to  them  such  jurisdiction." 

It  is  argued,  further,  that  amendments  to  the  act  have  not 
extended  the  power  of  the  Commission  over  street  railroads. 

"We  maintain  that  this  Commission  ought  not  to  rule  that 
Congress  has  conferred  upon  it  power  of  supervision  over  street 
railroad  rates  practically  by  stealth,"  it  is  argued,  "without 
mention  of  the  class  of  carriers  over  which  such  enlarged  juris- 
diction was  to  be  created,  and  without  mention  of  the  purpose 
designed,  in  any  of  the  proceedings  which  attended  the  passage 
of  the  act  held  to  effect  such  enlargement. 

"We  point  out  that  when  the  transportation  act  was  under 
consideration  the  representatives  of  electric  railroads  stated  that 
they  did  not  wish  to  come  under  it.  Nobody  urged  any  extension 
of  rate-making  power  as  to  them.  The  Commission  requested 
only  that  if  interurban  railroads  were  to  be  affected  by  the  act, 
they  be  clearly  defined. 

"There  is  nothing  in  the  report  of  the  committee  in  either 
house  of  Congress  that  indicates  in  any  way  an  intention  to 
extend  the  power  of  this  Commission  over  these  carriers. 

"In  the  face  of  these  facts,  and  of  the  rules  of  construction 
laid  down  by  the  Supreme  Court,  -we  submit  that  nothing  in  the 
transportation  act  may  he  construed  as  authorizing  the  order 
which  has  been  made  in  this  case  without  doing  violence  to  the 
intent  of  Congress.  This  we  know  the  Commission  will  not 
aim  to  do." 


CAPT.  FOLEY  RESIGNS 

The  Traffic   World   Washington  Bureau 

Capt.   Paul   Foley,   who   has   been   director  of  operations   of 
the  Shipping  Board  since  March,  1920,  resigned   this   week  be- 
cause  Admiral    Benson   sent   Assistant    Director    of   Operations 
Keene  to  testify  before  the  House  appropriations  committee.   This 
was  done  without  Capt.  Foley's  knowledge  and  when  he  heard 
t  he  went  to  Admiral  Benson  and  submitted  his  resignation 
forthwith.     Admiral   Benson   said   May   11   the   resignation   had 
been  accepted,  effective  May  14,  but  he  refused  to  discuss  the 
cause  of  Capt.  Foley's  action.     It  is  understood  that  the  chair- 
man was  not  satisfied  with  what  Capt.  Foley  had  told  the  House 
committee  at  previous  hearings,  because  of  differences  between 
Capt.  Foley's  testimony  and  that  given  by  other  representatives 
the  board.    Capt.  Foley  is  an  officer  in  the  Navy  and  will  re- 
irn  to  that  service.     Mr.  Keene  has  been  designated  acting  di- 
rector of  operations. 


May  14,  1921 


THE    TRAFFIC    WORLD 


WATER  INFLUENCE  ON  TRAFFIC 

Thi  Traffic  World  Washington  Burton 

Water  competition  Is  again  putting  transcontinental  rates 
Into  the  condition  of  violent  bubbling  and  boiling  the  railroads 
asserted  thpy  'were  In  most  of  the  time  prior  to  the  sweep  of 
ships  into  war  service.  The  carriers  are  giving  heed  to  what 
they  assert  to  be  the  fact  and  are  putting  forth  efforts  to  retain 
some  share  of  the  business  on  their  rails.  That  is  particularly 
true  of  the  transcontinental  railroads. 

In  at  least  one  instance  they  have  convinced  the  Commis- 
sion that  their  situation  is  such  that  they  must  have  relief  In 
the  shortest  possible  time.  The  regulating  body  has  granted  to 
R.  H.  Countiss,  tariff  publishing  agent,  special  sixth  section 
relief,  by  means  of  order  No.  62838,  whereby  they  may  reduce 
rates  on  tin  and  terne  plate,  on  ten  days'  notice  to  the  Commis- 
sion and  to  the  public,  from  all  transcontinental  groups,  ex- 
cept J. 

These  reductions  will  go  into  effect  not  later  than  May  20, 
and  probably  three  or  four  days  before  that  date.  From  all 
groups,  except  J,  there  will  be  a  flat  rate  of  |1.20  per  100  pounds. 
Prom  Group  J,  in  which  the  mills  of  the  Colorado  Steel  and  Iron 
Company  are  situated,  the  present  rate  is  $1.175,  so  the  $1.20 
rate  does  not  interest  that  rate  group,  except  as  it  increases 
the  competition  from  the  eastern  mills.  At  present,  the  rate  from 
New  York  and  other  points  in  group  A  is  $1.835,  so  the  cut  from 
that  group  is  63.5  cents  per  100  pounds.  The  rate  from  groups 
E,  F  and  G  is  $1.425  and  from  group  H  it  is  $1.255.  The  reduc- 
tion from  each  group,  therefore  is  substantial. 

The  authority  to  make  publication  of  the  reduced  rates  is 
the  final  outcome  of  the  application  of  the  same  carriers  for 
authority  to  make  a  flat  rate  of  $1.40  from  all  groups  carrying 
higher  rates.  The  application  for  that  phase  of  the  matter  was 
made  under  the  fourth  section.  That  application,  If  granted, 
would  have  authorized  Countiss  to  make  the  $1.40  rate  from 
the  east  to  the  Pacific  terminals  without  flattening  the  rates  at 
intermediate  destinations. 

At  the  hearing  on  that  fourth  section  application  at  Chicago, 
April  12,  before  Examiner  Pitt,  chairman  of  the  fourth  section 
board,  the  carriers  abandoned  that  effort  to  meet  the  situation 
created,  they  said,  by  the  reappearance  of  actual  water  compe- 
tition. They  said  the  ship  rates  had  been  reduced  between  the 
time  of  the  filing  of  the  application  and  the  hearing  so  much 
that  even  if  the  Commission  granted  the  authority  it  would  not 
avail  to  give  them  any  considerable  amount  of  tonnage. 

Ten  days  after  that  hearing,  Countiss  filed  a  supplement, 
No.  3,  to  I.  C.  C.  1089,  putting  into  operation  a  rate  of  $1.20 
June  10,  making  the  lowered  rate  applicable  at  all  intermediate 
points,  so  they  would  not  violate  the  long  and  short  haul  part 
of  the  fourth  section.  In  accordance  with  his  self-imposed 
rule,  Countiss  proposed  giving  much  more  than  the  statutory 
notice. 

Now  he  has  obtained  permission  to  make  the  $1.20  rate 
operative  about  three  weeks  ahead  of  the  time  originally  fixed 
by  himself,  on  the  plea  that  the  ships  are  getting  the  business 
and  the  railroads  are  hauling  empty  cars,  or  trying  to  find  room 
for  such  on  their  sidetracks. 

However,  tin  and  terne  plates,  flat,  are  not  the  only  com- 
modities moving  by  water  which  the  transcontinental  carriers 
think  should  move,  in  part,  at  least,  by  rail.  Green  coffee  from 
Brazil  is  moving  to  the  Gulf  and  Pacific  ports  by  water.  The 
transcontinental  carriers  think  they  should  be  allowed  to  carry 
some  of  it,  after  it  arrives  at  New  Orleans  or  Galveston,  to  Cali- 
fornia and  north  Pacific  terminals.  Therefore  Countiss  has  filed 
a  fourth  section  application  for  permission  to  make  a  stiff  re- 
duction in  rates  on  green  coffee  from  the  two  Gulf  ports  to  the 
ports  on  the  Pacific.  At  present,  the  rate  from  New  Orleans 
to  all  Pacific  ports  is  $1.585.  From  Galveston  to  the  California 
terminal  ports  the  rate  is  $1.50,  but  to  north  coast  ports  It  is 
$1.585,  the  same  as  from  New  Orleans. 

Countiss's  application  is  for  authority  to  cut  the  rates  from 
both  Gulf  ports  to  the  California  terminals  to  80  cents  per  100 
pounds  and  90  cents  to  the  north  coast  ports  and  maintain  the 
$1.585  rate  as  the  maximum  at  intermediate  points.  The  rates 
are  to  apply  only  to  the  ports  mentioned  and  not  to  points  In- 
termediate, as,  for  instance,  while  the  80  and  90-cent  rates  apply 
to  Los  Angeles  and  San  Francisco,  no  point  intermediate,  unless 
It  is  a  port  named  in  the  application,  obtains  the  benefit  of  the 
proposed  reduction. 

The  California  terminals  mentioned  in  the  application  are 
East  San  Pedro,  Oakland,  Richmond,  San  Diego,  San  Francisco, 
San  Pedro  and  Wilmington.  The  north  Pacific  coast  terminals 
mentioned  are  Astoria,  Bellingham,  Everett,  New  Westminster, 
Portland,  Prince  Rupert,  Seattle,  South  Bellingham,  Tacoma, 
Vancouver  and  Victoria.  The  two  last  mentioned  and  Prince 
Rupert  are  Canadian  ports. 

To  points  intermediate  to  the  "terminals"  It  is  proposed  to- 
apply  rates  made  by  adding  to  the  rates  proposed  to  the  "ter- 
minal" which  is  nearest  the  destination  of  shipment  the  local 
rate  published  for  use  upon  interstate  traffic  from  nearest  "ter- 
minal" point  to  such  destination;  the  present  rates  to  such  Inter- 
mediate points,  which  are  the  same  as  the  "present  rates"  to  the 


"terminal"  points,  to  be  observed  as  maximum.  By  the  "nearest 
terminal"  IB  meant  the  "terminal"  from  which  the  lowest  local 
rate  available  for  use  upon  Interstate  traffic  applies,  and  not 
necessarily  the  "terminal"  situated  geographically  nearest  the 
point  of  destination. 

In  justification  of  the  proposal  Countiss  told  the  Commis- 
sion: "The  proposed  rates  are  necessary  to  meet  rla  vessel 
to  New  Orleans,  La.,  or  Galveston,  Tex.,  thence  rla  rail  to 
the  Pacific  coast,  the  direct  ocean  rates  available  from  Brazilian 
ports  to  the  Pacific  coast  via  the  Panama  Canal,  taking  Into  ac- 
count the  more  frequent  sailings  from  Brazilian  ports  to  New 
Orleans,  La.,  and  Oalveston,  Tex.,  and  the  value  of  the  superior 
rail  service  thence  to  destination. 

"Investigation  develops  that  the  prevailing  ocean  rate  from 
Brazilian  ports  to  the  Pacific  coast  is  $1.20  per  bag  of  132  pounds, 
or  approximately  91  cents  per  100  pounds;  Insurance  and 
handling  charges  bring  this  charge  up  to  approximately  $1.00  per 
100  pounds.  The  ocean  rate  from  Brazilian  ports  to  New  Orleans, 
La.,  is  50  cents  per  bag,  or  approximately  38  cents  per  100 
pounds;  Insurance  and  handling  charges  bring  this  charge  up  to 
approximately  45  cents  per  100  pounds. 

"Importers  of  coffee  advise  that  import  rail  rates  from  New 
Orleans  and  Galveston  to  the  Pacific  coast  approximating  those 
proposed  herein  are  necessary  to  hold  a  fair  share  of  this  busi- 
ness to  the  rail  routes  through  New  Orleans,  La.,  or  Galveston, 
Tex." 

To  enable  the  Commission  to  understand  the  amount  of  the 
competition  Countiss  attached  a  list  of  the  steamers,  and  their 
tonnage,  as  follows: 

Tonnnge 
Steamer  Capacity 

Pallas    7  500 

Rotarian   1M6 

West  Natus    8,800 

The  following  steamers  are  in  the  New  Orleans-Pacific  coast  serv- 
ice, viz.: 

Tonnage 
Steamer  Capacity 

Iris    3,800 

El  vadaro    2  750 

Eldorado    3,250 

Countiss  said  the  tonnage  of  coffee  from  Brazilian  ports  to 
San  Francisco  by  direct  water  service  in  1920  was  28,280.  He 
has  also  been  advised  that  the  Pallas  left  Santos,  Brazil, 
March  1,  with  24,700  bags  for  San  Francisco;  5,800  bags  for  San 
Pedro,  5,100  bags  for  Portland,  1,800  bags  for  Seattle  and  900 
bags  for  Tacoma;  also  that  the  steamer  Rotarian  cleared  from 
Santos,  March  22,  with  about  the  same  tonnage  for  the  same 
ports,  not  a  pound  of  which  will  be  carried  by  the  transconti- 
nental railroads  because  the  haul  will  be  direct  to  the  California 
terminals  or  north  Pacific  ports,  except  for  short  distances  from 
the  ports  of  destination.  The  transcontinental  lines  would  profit 
more  if  the  coffee  were  unloaded  at  the  Gulf  ports  and  carried 
by  rail  thence  to  the  final  destinations. 

It  is  believed  that  if  the  Commission  denies  the  fourth  sec- 
tion relief  the  carriers  will  file  application  for  authority  to  estab- 
lish the  lower  rates  from  the  Gulf  ports  on  short  notice,  lined 
up  so  that  they  will  apply  at  intermediate  points  so  as  to  avoid 
fourth  section  violations  rather  than  abandon  the  business  that 
would  come  through  the  Gulf  ports  if  the  rail  rates  from  them 
were  put  on  such  a  basis  that  there  would  be  competition  be- 
tween the  rail-and-water  routes  via  New  Orleans  and  Galveston 
to  the  Pacific  ports,  and  the  all-water  routes  to  the  last  men- 
tioned ports. 

When  the  carriers  failed  to  obtain  fourth  section  relief  for 
rates  on  tin  and  terne  plates  in  time  to  do  them  any  good  they 
proposed  the  flat  reductions  which  will  be  made  operative  under 
the  sixth  section  permission.  The  quick  reductions  in  all-water 
rates  made  it  obvious  that  they  could  not  prosecute  their  fourth 
section  application  to  a  conclusion  in  time  to  avail  themselves 
of  the  privilege,  if  granted.  Had  they  prosecuted  it  to  a  denial 
of  relief  they  would  then  have  had  to  go  through  a  routine  which 
would  have  still  further  delayed  the  benefits  they  expect  to 
obtain  from  making  the  reductions  operative  about  May  20. 

This  return  of  the  condition  of  bubble  and  boil  was  forecast 
in  the  Commission's  decision  in  its  report  on  Intermediate  Rate 
Association  vs.  Aberdeen  &  Rockflsh  (61  I.  C.  C.,  226-55).  On 
page  244  the  Commission  said: 

Conditions  warrant  the  carriers.  In  their  discretion.  In  continuing 
the  present  blanket  adjustment  on  many  and  perhaps  most  of  the  com- 
modities that  move  in  considerable  volume.  The  ships  that  now  ply 
between  the  Atlantic  and  Pacific  ports  are  not  nearly  so  nnmerous 
and  the  tonnage  now  moving  Is  not  nearly  so  heavy  as  during  the 
period  that  followed  the  opening  of  the  canal  and  preceded  our  entry 
into  the  war,  but  it  Is,  nevertheless,  certain  that  there  Is  now  sufficient 
transportation  by  water,  and  ample  Indication  that  It  will  further 
•develop  and  Increase,  to  warrant  the  belief  that  within  a  compara- 
tively short  time  It  will  reach  a  point  where  It  will  be  felt  in  a  serious 
loss  of  tonnage  by  the  rail  lines  unless  they  have  available  appro- 
priate measures  to  meet  the  situation.  There  Is  not  that  strife  and 
rivalry  that  formerly  characterized  the  coexistence  of  these  two  modes 
of  transportation  to  and  from  the  Pacific  coast,  but  as  between  these 
separate  sets  of  carriers  there  is  that  natural  and  well-grounded  fear 
•of  each  other's  ascendency  and  power,  sufficient,  especially  In  view  of 
the  existing  movement  by  water,  to  warrant  a  finding  that  there  Is 
actual  competition  at  the  present  time.  Energetic  business  competitor* 
jn  their  struggle  for  success  always  look  beyond  the  present  and  arc 
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juntined  In  keeplnR  themwlves  fortlfled  asalnst  each  other's  activities. 
r\pn  tn-forc  th.'  situation  becomes  serious. 

BALTIMORE  BARGE  LINE 

Tke  Traffic  World   Washington  Bureau 

An  amendment  to  the  army  appropriation  bill  cutting  off  an 
allowance  of  approximately  $60.000  annually  for  the  maintenance 
and  operation  by  the  inland  waterways  division  of  the  department 
of  a  barge  line  between  Baltimore,  Md.,  and  Newbern,  N.  C.,  was 
rejected  in  the  House  this  week,  after  a  considerable  discussion. 
The  service  was  established  by  the  War  Department  as  the 
result  of  petitions  by  cities  in  North  Carolina. 

The  amendment  was  offered  by  Representative  Hill,  who 
submitted  protests  by  the  Merchants'  and  Manufacturers'  Asso- 
ciation of  Baltimore,  the  Baltimore  Chamber  of  Commerce,  the 
Kxport  and  Import  Board  of  Trade  of  Baltimore,  and  Wathen 
&  Co.  vessel  and  barge  owners  of  Baltimore,  against  govern- 
ment operation  of  barges  between  Baltimore  and  Newbern,  N.  C. 

These  interests  oppose  the  operation  of  the  government  line, 
Mr  Hill  said,  because  they  object  to  government  competition 
in  the  carriage  of  freight  by  water  between  the  two  points. 

"I  am  not  for  the  department  spending  money  of  the  peoj 
of  the  United  States  to  run  an  experimental  barge  line  in  com- 
petition with  the  private  barge  lines,"   said  he. 

A  number  of  representatives  declared  themselves  m  favor 
of  the  principle  enunciated  by  Mr.  Hill,  but  took  the  position 
that  consideration  of  the  question  should  come  up  apart  from 
the  army  appropriation  bill,  and  expressed  themselves  in  favor 
of  an  effort  to  handle  the  matter  with  separate  legislation. 

Representative  Linthicum  said  the  War  Department  placed 
a  number  of  barges  in  service  out  of  Baltimore  after  it  had 
been  directed  by  Congress  to  cease  operations  on  the  New 
York  State  Canal. 

"It  is  a  fact  that  since  the  government  came  here  (entered 
the  service  between  Baltimore  and  Newbern)  we  have  one  hun- 
dred local  barges  tied  up  in  the  harbor  (Baltimore)  with  nothing 
to  do,"  said  he.  "I  do  not  attribute  all  of  this  to  the  bringing 
of  22  government  barges  here  of  8,800  tonnage,  but  it  is  quite 
manifest  that  these  private  lines  cannot  compete  with  the 
resources  of  the  United  States  Treasury  through  lines  run  there 
at  great  loss  by  the  War  Department." 

While  declaring  that  he  felt  the  government  ultimately  would 
have  to  get  out  of  the  business  of  operating  barges,  Representa- 
tive Barkley  said  if  there  was  any  great  damage  being  done 
to  private  industry,  the  proper  committee  ought  to  take  it  up 
and  investigate  it  and  bring  in  a  bill  for  relief. 

"But  if  we  can  stop  this  line  from  Baltimore  to  Newbern 
by  an  amendment  to  the  army  appropriation  bill,"  said  he,  "then 
somebody  who  is  interested  in  a  private  line  on  the  Mississippi 
River  can  offer  an  amendment  and  have  the  barge  line  on  the 
Mississippi  River  disbanded  and  somebody  on  the  Black  Warrior 
River  can  do  the  same  thing  there,  and  so  by  piecemeal  we 
can  destroy  all  these  government-owned  lines,  and  the  com- 
mittee that  has  charge  and  jurisdiction  of  that  legislation  will 
have  no  opportunity  to  investigate  it." 


CANAL  TOLL  EXEMPTION 

The  Traffic  World,   Washington  Bureau 

Hearings  will  be  begun  by  the  senate  committee  on  inter- 
oceanic  canals  on  the  various  bills  that  have  been  referred  to 
it  to  exempt  American  ships  from  the  payment  of  tolls  for  pass- 
age through  the  Panama  Canal.  The  committee  held  a  confer- 
ence on  the  subject  May  9,  and  came  to  the  conclusion  that  it 
should  announce  within  ten  days  the  dates  on  which  it  will 
hear  those  who  are  interested  in  the  subject. 

Senator  Borah,  chairman  of  the  committee,  is  the  author 
of  one  of  the  bills  before  the  committee.  It  proposes  to  exempt 
American  ships  when  engaged  in  the  coastwise  business.  Sen- 
ators Jones  and  Poindexter,  of  Washington,  are  the  authors  of 
bills  exempting  all  American  ships  from  the  burden  of  tolls. 

These  bills  were  drawn  as  evidence  on  the  part  of  those 
presenting  them  that  an  effort  would  be  made  to  redeem  Presi- 
dent Harding's  promise  that  the  law  of  1914,  imposing  tolls  on 
American  ships  would  be  repealed,  and  free  passage  would  again 
become  the  policy  of  the  nation.  In  formal  representations  on 
the  subject  were  made  by  Senators  Jones  and  Poindexter,  Walsh, 
of  Montana,  and  Knox,  of  Pennsylvania.  The  latter  asserted  that 
the  movement  for  the  1914  statute  imposing  tolls  on  American 
ships  "was  hatched  in  the  United  States."  The  repeal  of  the 
no  tolls  act  was  urged  by  President  Wilson,  who  said  that  its 
repeal  would  aid  him  in  handling  certain  delicate  problems.  He 
said  that  if  Congress  did  not  repeal  the  no  tolls  statute,  he  would 
not  know  how  to  meet  a  minatory  situation. 

It  is  believed  that  vigorous  opposition  will  be  encountered 
by  the  bill.  Senator  Walsh,  of  Montana,  at  the  conference  on 
May  9,  suggested  that  the  transcontinental  railroads  are  ex- 
tremely interested  in  the  subject,  because  service  through  the 
Canal  now  is  almost  as  plentiful  as  it  was  late  in  1914  and  early 
in  1915,  when  so  many  ships  were  passing  through  the  Canal 
that  transcontinental  rates  were  slashed  to  a  point  where  the 


Interstate  Commerce  Commission  felt  constrained  to  take  testi- 
mony on  the  point  whether  some  of  the  proposed  rates  would 
pay  the  cost  of  service  to  and  from  Gulf  ports. 

In  his  testimony  before  the  senate  committee  on  interstate 
commerce  on  May  10,  Julius  Kruttschnitt,  chairman  of  the  board 
of  the  Southern  Pacific  gave  some  indication  of  the  interest  of 
transcontinental  carriers  in  canal  tolls  by  suggesting  that  tolls 
sufficient  to  pay  the  interest  on  the  cost  of  the  canal,  Us  oper- 
ating expenses  and  maintenance  should  be  imposed  on  ships 
using  that  waterway. 

Senator  Johnson,  of  California,  undertook,  May  9,  to  pro- 
cure an  immediate  action  on  the  subject  of  exemption  from 
tolls  by  moving  a  report  to  the  Senate.  His  colleagues,  how- 
ever, decided  to  afford  an  opportunity  for  hearings  prior  to  a 
favorable  report  on  an  exemption  measure.  As  it  now  stands 
the  committee  is  overwhelmingly  in  favor  of  exemption  from 
tolls  Much  of  the  time  of  the  committee  in  that  conference 
was  devoted  to  a  discussion  of  the  Hay-Pauncefote  treaty  pro- 
viding for  equality  of  treatment  for  ships  of  all  nations  in  the 
use  of  the  Canal.  Opponents  of  toll  exemption  contend  that 
that  treaty  provision  covers  the  United  States  and  binds  the 
United  States  to  give  its  own  ships  the  same  treatment  that 
is  accorded  to  the  ships  of  other  nations.  The  majority  of  the 
committee,  however,  takes  the  position  that  this  provision  means 
the  equality  of  treatment  for  ships  of  all  nations  other  than  the 
United  States,  the  builder,  owner  and  protector  of  the  Canal. 
They  contend  that  it  is  a  ridiculous  construction  of  the  treaty 
provision  to  say  that  the  United  States  has  bound  itself  to 
give  equality  of  treatment  of  its  own  ships  with  those  of  other 
nations. 

Senator  Walsh,  of  Montana,  said  the  tolls  imposed  on  Amer- 
ican ships  constituted  three  per  cent  on  the  investment  in  ships 
using  the  Canal  and  obviously  the  tolls  paid  by  them  takes  from 
them  a  large  part  of  their  margin  of  profit. 

Senator  Knox,  of  Pennsylvania,  who  was  Secretary  of  State 
when  the  British,  in  1912,  protested  against  toll  exemptions,  said 
there  could  be  no  misunderstanding  of  Great  Britain's  position. 
He  said  the  British  foreign  office  knew,  when  it  made  its  pro- 
test, that  the  rule  of  the  maritime  world  was  to  exclude  foreign 
ships  from  coastwise  trade  and  that,  therefore,  to  hold  that  its 
protest  was  against  the  exemption  from  tolls  of  American  coast- 
wise ships  was  ridiculous.  He  said  the  scheme  to  repeal  the 
toll  exemption  law  was  hatched  in  the  United  States,  and,  by 
implication,  not  in  some  foreign  country. 


AMENDMENT  OF  SEAMEN'S  ACT 

The  Traffic  World  Washington  Bureau 

Amendment  of  the  LaFollette  seamen's  act  to  relieve  re- 
strictions against  the  operation  of  vessels  on  the  Great  Lakes 
is  urged  in  a  concurrent  resolution  of  the  legislature  of  Michigan 
memorializing  Congress  "to  alleviate  burdens  now  carried  by 
Great  Lakes  shipping." 

The  resolution,  submitted  to  the  Senate  by  Senator  Towns- 
end,  sets  forth: 

That  the  existing  laws  of  the  United  States  governing  the  opera- 
tion of  vessels  upon  the  Great  Lakes  and  connecting  waters  are  un- 
reasonable to  an  extent  that  makes  their  continued  operation  a 
grievous  burden  and  in  many  cases  an  impossibility.  The  conditions 
on  the  Great  Lakes  are  vastly  different  than  those  on  the  high  seas: 
runs  are  comparatively  short  and  steamers  are  seldom  out  of  sight  of 
land,  and  then  only  for  a  comparatively  short  time.  The  laws  in 
question  give  vessels  too  little  authority  in  times  of  danger:  vessels 
plying  on  short  runs  are  unnecessarily  required  to  operate  under  the 
three-watch  system:  the  operating  season  is  too  short,  unnecessary 
men  are  required,  thus  adding  to  the  expense  and  forcing  the  already 
high  passenger  and  freight  rates  to  a  still  higher  and  almost  pro- 
hibitive level.  These  severe  and  inelastic  regulations  are  totally  un- 
necessary upon  the  Great  L,akes.  Neither  necessity  nor  safety  have 
counseled  them.  They  have  well-nigh  paralyzed  the  passenger  traffic 
and  made  the  freight  traffic  an  insupportable  burden  to  the  public.  In 
view  of  these  facts  the  Congress  of  the  United  States  is  respectfully 
requested  to  so  amend  and  modify  the  LaFollette  act,  so-called,  as  to 
alleviate  these  restrictive  and  burdensome  conditions,  and  to  do  so  an 
quickly  and  speedily  as  possible. 

The  Scott  bill,  now  before  the  House  committee  on  mer- 
chant marine  and  fisheries,  is  designed  to  correct  the  evils  com- 
plained of.  Representatives  of  seamen  employed  on  the  Great 
Lakes  appeared  before  the  committee  in  opposition  to  the 
measure. 


COLORADO   FAVORS   LAKES  TO  ATLANTIC  WATERWAYS 

A  concurrent  resolution  of  the  state  legislature  of  Colorado, 
favoring  improvement  of  the  St.  Lawrence  river  to  enable  ocean- 
going vessels  to  go  from  the  Great  Lakes  to  the  Atlantic  ocean, 
has  been  submitted  to  the  Senate  by  Senator  Phipps  of  Colorado. 
The  proposed  improvement,  the  resolution  states,  will,  in  effect, 
bring  the  state  of  Colorado  hundreds  of  miles  nearer  the  world's 
markets  and  make  possible  the  "economic  freedom  of  a  land- 
locked continent." 


CHANGE    IN    DOCKET 

Hearing  in  12348,  Briggs   &   Turivas  vs.  Southern  Ry.   and 
Director-General,  assigned  for  May  13  at  Chicago,  was  canceled. 
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FREIGHTS  AND  CHARTERS 

(Issued  by  U.  S.  Shipping  nonrrl.) 
May  6 

Aside  from  the  strike,  the  most  important  feature  of  the 
market  seems  to  be  the  numerous  changes  In  rates  which  are 
being  announced  on  both  east  and  west  coasts.  It  is  thought 
that  tin'  drop  of  from  2  to  3  cents  per  100  pounds  on  grain  ship- 
ments from  Atlantic  to  Continental  ports  will  have  its  effect  on 
the  movement  of  cereals  overseas. 

Improvement  in  return  cargoes  from  South  American  ports 
to  Pacific  ports  has  had  much  to  do  witb  reducing  the  rates  In 
this  service,  and  it  Is  expected  that  a  general  reduction  will 
be  put  into  effect  at  once,  reducing  the  rate  on  general  merchan- 
dise from  $25  to  $20  a  ton;  lime  from  $22  to  $20  a  ton;  box 
c.  hook  s  from  $18  to  $14  a  ton,  etc. 

Although  considerable  protest  against  the  raising  of  the 
lumber  rate  from  $10  to  $16  per  1,000  feet  was  voiced  by  some 
of  the  lumber  exporters,  it  is  said  that  a  quantity  of  this  com- 
modity already  has  been  booked  at  the  $15  rate. 

The  Italian  restriction  on  importation  of  American  automo- 
biles has  been  removed  from  April  19. 

It  is  reported  that  the  port  activity  at  Hamburg  is  now 
50  per  cent  of  the  pre-war  normal,  arrivals  for  the  month  of 
April  aggregating  609  vessels,  against  1,201  vessels  for  the  same 
period  in  1913. 

Charters 

Str.  Flowergate,  7.000  tons.  Bahia  Blanca  to  United  Kingdom, 
Continent,  with  options,  38s  6d,  heavy  grain. 

Str.  Oreland,  6.000  tons.  Buenos  Aires  to  Bordeaux,  Hamburg 
range.  36s  3d  heavy  grain.  2s  6d  linseed,  3s  6d  extra  Mediterranean: 
May  15. 

Str.  Whinfleld,  5,600  tons.  San  Lorenzo  to  United  Kingdom,  Con- 
tinent, 38s  9d.  heavy  grain,  option  1.500  tons  linseed,  2s  6d  extra.  3s  6d 
extra  Mediterranean. 

Str.  Bannack,  30,000  qr.,  10  per  cent,  northern  range  to  Danzig, 
31c  per  100  Ibs.,  heavy  grain:  prompt. 

Str.  —  — pool,  35,000  qr.,  10  per  cent,  gulf  to  United  Kingdom. 
7s  4%d,  heavy  grain;  May  10-25. 

Steamer.  30,000  qr.,  10  per  cent,  Montreal  to  United  Kingdom, 
6s  6d.  heavy  grain;  May  15. 

Steamer,   19.500  qr..  10  per  cent.  Montreal  to  United  Kingdom,  6s 

d,  heavy  grain;  May  5-20. 

Steamer,  northern  range  to  River  Plate,  $5.75,  coal;  prompt. 

Steamer,  northern  range  to  Nice,  $5.35,  coal;  prompt. 

Str.  Rhodesia,  2,625  tons,  n.  r.,  Rangoon  to  United  Kingdom,  70s 
per  load,  teak;  June. 

Str.  Romera,  3.189  tons.  n.  r..  time  charter,  four  to  six  months, 
ppt.,  delivery  Glasgow,  redellvery  United  Kingdom,  6s  3d. 

Str.  Henrik  Lund  (Nor.),  Montreal  to  United  Kingdom,  22,000  qr. 
grain.  6s  4%d;  June. 

Str.  A.  L.  Kent,  4,576  tons,  Atlantic  range  to  West  Italy,  coal,  pri- 
vate terms. 

Str.  Felix  Thusslg.  4,544  tons,  Atlantic  range  to  West  Italy,  coal, 
private  terms. 

May  7 

The  demand  for  American  coal  from  Europe  is  not  going 
to  cause  any  great  excitement  in  the  tonnage  market  for  the 
reason  that  foreign  buyers  are  going  to  utilize  as  far  as  pos- 
sible their  own  vessels.  The  only  restraint  will  be  a  shortage  of 
bunker  with  which  to  make  the  voyage  to  the  United  States 
coal  ports. 

It  was  reported  in  the  trade  that  a  big  British  company, 
which  has  a  number  of  coal  bunkering  stations  at  various  ports 
in  England,  late  last  week  had  placed  orders  on  this  side  of  the 
Atlantic  for  100,000  tons  of  coal. 

In  spite  of  the  present  depression  in  ocean  freights,  the  num- 
ber of  arrivals  at  Boston  from  foreign  ports  during  April  ex- 
ceeded those  of  April  last  year.  Seventy-six  steamers  and  twenty- 
seven  schooners  entered  from  foreign  ports  during  the  month, 
while  in  April  last  year,  sixty-seven  steamers  and  twenty 
schooners  arrived. 

Grain  tonnage  is  still  in  demand  on  the  West  coast  and  at 
gulf  ports,  but  very  little  is  doing  at  northern  range  ports. 

At  the  Liverpool  and  Birkenhead  docks  it  is  reported  that  there 
are  155  vessels,  aggregating  282,294  tons,  lying  Idle,  their  idle- 
ness due  almost  entirely  to  the  coal  mine  strike  and  the  conse- 
quent impossibility  of  obtaining  coal  for  the  steamers'  bunkers. 

Charters 

Steamer,  10,000  tons,  North  Pacific  to  United  Kingdom.  58s  9d. 
wheat  or  flour;  May. 

Steamer.  19,000  qrs.,  Montreal  to  United  Kingdom,  6s  9d  per  qr., 
heavy  grain:  prompt. 

Steamer.  25,000  qrs.,  Montreal  to  United  Kingdom,  6s  3d  per  qr., 
heavy  grain;  June. 

Steamer.  5.500  tons.  Virginia  to  West  Italy.  $5.75,  coal;  prompt. 

Steamer,  2,500  tons,  northern  range  to  Las  Palmas.  31s,  coal; 
prompt. 

Steamer,  3,300  tons.  Danube  to  United  Kingdom  or  Continent.  25s, 
with  options;  prompt. 

Str.  Springburn,  6.200  tons.  San  Lorenzo  to  United  Kingdom- 
Continent.  40s,  heavy  grain:  May. 

Str.  Westerdljk.  5.000  tons,  northern  range  to  Plate  lower  ports, 
$3.75,  coal:  May. 

Str.  Artemis,  10,000  tons,  northern  range  to  Copenhagen,  $5.75, 
coal;  prompt. 

Steamer.  6,000  tons,  northern  range  to  Libnu,  $6.25.  coal:  prompt. 

Steamer,  5,000  tons,  northern  range  to  Rio.  $5.75.  coal:  May. 

Str.  Willlmantic  (Am.)  4.004  n.  r.  t.,  Norfolk  to  London,  coal.  $5.40; 
prompt. 

Str.  Alioth,  3.100  tons.  10  per  cent.  San  Lorenzo  to  United  King- 
dom-Continent, 42s  Gd,  heavy  grain:  May  20. 


Sd.    l(azclnldi>.    I. I'M)   tone.   Sun    Ix>r<-ii7.i>   to    I  nllfil    Kingdom  ' 
iini-nt.    II  •tiiini-MM    II.*    '.'I.   Ii-Mivy  (trnln:   May. 

Sir.  Pennyworth.  32,000  urn.,  10  per  cent,  «nlf  to  picked  port  I'nltrd 
Kingdom,  »»  per  qr..  heavy  iciuln:  April  30. 

Str.  1x1111111x0  de  Larrlnaga.  21,000  qr*.,  max.,  gulf  to  Southampton. 
t*  per  qr,  heavy  grain,  May  5,  cancelling. 

sti-nini-r  (Am.),  4,000  ton*.  Baltimore  to  Vlborg,  4(c  per  100  Iba.. 
rye;  prompt. 

Steamer  Durban,  to  Bombay  25*.  River  Plate  30*.  Port  Said  40«. 
coal:  May. 

Str.  II.  H.  A»qulth  (Dr.).  a  gulf  port  to  United  Kingdom.  11,000 
qra.  grain.  7*  6d:  May. 

Str.   Haugland   (Nor.).   1,930  tona.   Atlantic  range  to  an  Irian  port. 

OOlll.     J 

Str.  Klngabury  (Br.).  2.816  ton*.  Atlantic  range  to  Gibraltar,  32a: 
prompt. 

Str.  K.lfrlchla  Vergeatt  (Or.),  Atlantic  range  to  Gibraltar,  coal. 
31s  6d. 

Str.  Lucnnin  (Ital.),  2.155  ton*.  Atlantic  range  to  Went  Italy. 

Str.  Vrnar  Maru  (.lap.).  5.220  tons.  Atlantic  range  to  Port  Hald. 
conl.  36*  3d:  Mny. 

May  9 

Aside  from  the  coal  exports  there  Is  very  little  trade  being 
put  through.  The  coal  trade  is  attracting  universal  attention, 
even  though  American  vessels  are  cutting  a  very  rmall  figure 
in  the  transactions. 

Outside  of  the  United  Kingdom  and  Continent,  oversea  busi- 
ness is  of  small  moment.  West  Indies  and  South  America  con- 
tinue to  act  passively,  and  lines  going  down  the  coast  are  hav- 
ing difficulty  in  securing  respectable  cargoes. 

Grain  from  Atlantic  range  and  Gulf  ports  is  slack  and  rates 
unchanged. 

Several  contracts  are  reported  to  have  been  closed  on  Amerr 
lean  coal  for  foreign  countries,  involving  many  hundred  thou- 
sand tons,  the  greater  part  of  which  will  be  transported  in  for- 
eign ships.  As  Southern  coal  ports  are  tied  up  by  the  strike, 
American  owners  could  not  avail  themselves  of  charter  offers 
if  they  were  made. 

Announcement  has  been  made  to  the  effect  that  plans  are 
under  way  for  the  establishment  of  a  British  steamship  service 
between  Pacific  Coast  ports  and  Mexican  ports. 

Charters 

Str.  Haugland  (Nor.),  1989  tons,  Irish  port,  $5.25;  prompt. 

Str.  Kingsbury  (Br.).  2616  tons.  Gibraltar.  32s;  prompt. 

Str.  Eftichl  (Gr.),  Vergotti,  1867  tons.  Gibraltar.  3s  6d;  prompt. 

Str.  Lucanta  (Ital.),  2155  tons.  West  Italy,  $6;  May. 

Str.  Yonan  Maru  (Jap.),  5220  tons.  Port  Said.  36s  3d:  May. 

Str.  Antonion  (Gr.),  Stathatos,  2289  tons,  or,  Alexander,  Port  Said, 
at  or  about  $7;  prompt. 

Str.  Duns  Law  (Br.),  2341  tons,  35s,  Welsh  form.  United  Kingdom: 
prompt. 

Str.  Pentaff,  1086  tons,  35s,  Welsh  form,  United  Kingdom;  prompt. 

Str.  Woldingham  (Br.),  1916  tons,  35s,  Welsh  form.  United  King- 
dom; prompt. 

Str.  Larenburg  (Du.),  2003  tons.  35s,  Welsh  form,  United  Kingdom: 
prompt. 

COAL. 

Str.  Bird  City  (Am.).  3433  tons.  United  Kingdom,  $5.40,  free  de- 
livery. 

Str.  Western  Sea  (Am.),  4317  tons,  United  Kingdom,  $5.40;  free 
delivery. 

Str.  Silkenborg  (Dan.),  1105  tons.  Oran.  at  or  about  $6:  prompt. 

Str.  Boden  (Swed.).  2006  tons,  Copenhagen.  $6:  prompt. 

Str.  Otterburn  (Br.).  2755  tons,  Atlantic  Isle.  31s  3d;  prompt. 

Str.  Baarn  (Du.).  3262  tons,  Rio.  $5.75:  prompt. 

Str.  Redgate  (Br.).  2461  tons,  Plate.  $5.75;  prompt. 

Str.  Cephalonia  (Gr.).  3200  tons,  $5.50:  prompt. 

Str.  Boden  (Swed.),  2006  tons,  Atlantic  range  to  Copenhagen:  $6. 

Str.  Mezzina  (Ital.).  2643  tons,  Norfolk  to  Glbaltar,  private  term*. 

Str.  Lungi  Rlzzo  (Ital.).  2544  tons.  Atlantic  range  to  Ancona.  pri- 
vate terms. 

Sen.  Charles  A.  Dean,  1.413  tons,  Norfolk  to  Bermuda,  private 
terms. 

Sch.  Ella  Pierce  Thurlow.  2.400  tons.  Philadelphia  to  Bangor,  $1.75 
and  discharge. 

MISCELLANEOUS. 

Str.  Lake  Fighting.  1.592  tons,  north  side  of  Cuba  to  New  York, 
sugar,  with  options,  private  terms. 

Strs.  Regulus  (Nor.),  1.450  tons:  Romaics  (Nor.).  2.296  tons  At- 
lantic range  to  Norway,  grain,  private  terms;  May. 

May  10 

With  the  continuation  of  the  marine  strike,  the  freight 
market  shows  very  little  activity.  Shipowners  are  confident 
that  they  will  be  able  to  win  out  if  they  hold  their  ground. 

A  telegram  from  the  American  consulate  at  New  Castle. 
N.  S.  W.,  reports  seven  American  vessels  at  port  at  the  present 
time. 

Numerous  charters  have  been  effected  from  Buenos  Aires 
and,  owing  to  the  shortage  of  bottoms,  the  market  Is  very  firm, 
some  rates  rising,  but  fluctuating  greatly. 

It  is  reported  that  Japanese  interests  have  recently  pur- 
chased about  15.000  tons  of  North  Pacific  wheat  for  shipment 
to  Japan,  this  being  the  first  time  in  several  years  that  prices 
on  this  side  have  appealed  to  Oriental  buyers.  The  purchasers 
are  furnishing  their  own  carriers. 

It  is  reported  that  the  Canadian  Government  Merchant  Ma- 
rine is  planning  to  operate  a  fleet  of  ships  between  Wilmington, 
San  Francisco,  Seattle,  Victoria  and  Vancouver,  and  also  pro- 
poses to  establish  a  service  between  Montreal,  Halifax  and 
Vancouver. 

May   11 

The  charter  market  is  showing  considerable  activity  con- 
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slderlng  the  slim  chances  or  moving  vessels  pending  settlement 
of  the  marine  workers'  strike. 

There  Is  an  urgent  demand  for  prompt  vessels  in  the  expo: 
coal  trade.     Reports  are  current  that  there  is  a  fleet  of  Britis 
vessels  on  the  way  across  the  Atlantic  to  load  American  coal 
for  the  United   Kingdom   and   Continent. 

It  is  said  that  Britishers  are  throwing  extra  energy  into 
importation  of  American  coal  for  the  purpose  of  accumulating 
as  big  a  supply  as  possible  and  thus  weakening  the  cause  of 
the  striking  miners. 

There  is  considerable  tonnage  going  down  to  Kiver  J 
and   owners   are   Inclined   to   talk   higher   rates.     A  good  many 
cargoes  of  linseed  have  been  provided  for  from  the  Argentine 

Nitrates  from  Chile  remain  quiet,  and  offers  do  not  go 
above  35s  to  the  Continent. 

There  is  practically  no  time  charter  market  at  the  present, 
but  with  the  strike  settled  it  is  predicted  that  there  will  be  a 
revival  in  this  direction. 

Charter* 

Sir.  Wealeyside  (Br).  2.518  tons,  Philadelphia  to  Avonmouth,  pri- 

1  ""sirs.  Domingo  Nazabet  (Cu.).  and  Gotha  (Swed.),  1,089  tons,  Cuba 
to  Philadelphia,  sugar,  private  terms. 

Str.   Gro    (Nor.).    2,589   tons,    Norfolk    to   Gibraltar,    coal,    private 

St'r.  Eastern  Coast,  2,890  tons,  Norfolk  to  Atlantic  Island,  coal, 
private  terms. 

Str.  Eric  (Nor.),  2.544  tons,  5  to  7  months  time  charter,  trans- 
Atlantic  trade,  about  6s. 

Strs.  Medlterrano  (Fr.),  2.800  tons,  and  Katherine  Park,  2,990  tons, 
Atlantic  range  to  Rio,  coal.  $5.75:  May. 

Str.  Taurus  (Nor.),  2,785  tons,  Atlantic  range  to  Norway,  private 
terms:  prompt. 

Str.  Emille  I.  D.  (Fr.),  3,186  tons,  Atlantic  range  to  United  King- 
dom, coal,  25s;  May. 

Strs.  Tenafly  (Br.),  3,760  tons:  Docket,  3,283  tons:  Stinsinaway  and 
City  of  Alton,  Atlantic  range  to  United  Kingdom,  coal,  $5.65  and  dis- 
charge. 

Steamer.  5,000  tons,  10  per  cent,  San  Lorenzo  to  United  Kingdom- 
Continent,  40s,  with  options:  July. 

Steamer.  7.800  standards.  Gulf  to  Plate.  $20:  May. 

Str.  Wearpool,  30,000  quarters,  Montreal  to  United  Kingdom,  6s 
IHd:  May  1-20. 

Str.  Kremantle,  8,300  tons,  10  per  cent,  Virginia  to  Rio  or  Buenos 
Aires.  $5.75  spot. 

Str.  Antinous,  5,000  tons.  Northern  range  to  Pernambuco,  $6.35; 
May  10-25. 

Steamer,  32,000  quarters.  Gulf  to  West  Italy,  8s  per  quarter;  July. 

Str.  Cymric  Vale,  5.000  tons,  10  per  cent,  Buenos  Aires  to  United 
Kingdom-Continent.  41s  3d;  May  10,  canceling. 

Str.  Hango,  5,200  tons,  10  per  cent,  San  Lorenzo  to  United  King- 
dom-Continent. 40s;  July-August. 

Str.  8,400  tons,  10  per  cent,  Northern  range  to  Algiers,  $6;  Mar- 
seilles, $6.50:  April-May. 

Steamer,  5,700  tons,  10  per  cent,  Northern  range  to  West  Italy, 
$5.75:  prompt. 

Steamer,  30.000  quarters.  Gulf  to  West  Italy.  8s  per  quarter;  July. 

Steamer,  5,300  tons.  10  per  cent.  Buenos  Aires  or  La  Plata  to 
United  Kingdom-Continent.  40s.  with  options:  May-June. 

Steamer,  11,000  tons  deadweight,  Colombia  River  to  United  King- 
dom wheat.  70s;  May  (recently;. 

Steamer,  26,000  quarters,  10  per  cent.  Montreal  to  United  Kingdom, 
Gs  4%4d  per  quarter,  basis  one  port  of  discharge,  heavy  grain,  with 
vc.rious  options;  May. 

Steamer,  Gulf  to  River  Plate.  $19,  on  pixpinus  charter;  May. 

Steamer.  Atalaia.  5.000  tons.  10  per  cent,  San  Lorenzo  to  United 
Kingdom-Continent.  43s  9d:  June  15-July  15. 

Str.  Onda.  4.500  tons.  10  per  cent,  San  Lorenzo  to  United  King- 
dom-Continent, 41s  3d:  June  25- July  25. 

Str.  Skogland,  5.000  tons,  River  Plate  to  United  Kingdom-Conti- 
nent. 43s  9d:  May- June. 

Str.  Marshal  Allenby.  5,000  tons.  10  per  cent,  Northern  range  to 
River  Plate,  up-rlvcr  $6.40.  down  $6;  prompt. 

Str.  Seapool.  30,000  quarters,  Montreal  to  United  Kingdom,  6s  H£d 
one  port,  6s  4Hd  two  ports.  May  15-31. 

Steamer.  7,300  tons.  Gulf  to  West  Italy,  Palermo  and  Messina 
$7.30:  May  10  canceling. 

Steamer.  6.500  tons.  Gulf  to  West  Italy,  $6;  prompt. 

Steamer.  28.000  quarters.  10  per  cent,  Montreal  to  United  King- 
dom, 6s  IVid,  basis  one  port;  May. 


would  be  no  compromise  as  to  the  wage  cut     He  said  he  planned 
to  devise  a  means  for  paying  employes  extra  for  increased  ef- 


MARINE  LABOR  DEVELOPMENTS 

The  Traffic  World  Washington  Bureau 

Advices  received  by  the  Shipping  Board  May  10  indicated 
that  the  strike  of  marine  workers  was  nearing  a  close.  From 
New  Orleans,  Portland,  Me.,  Portland,  Ore.,  and  Norfolk  came 
telegrams  stating  that  sufficient  men  were  available  for  all  pur- 
poses. At  Mobile,  Galveston  and  Pensacola  the  Marine  Engi- 
neers' Beneficial  Association  locals  voted  to  accept  tHe  15  per 
cent  wage  cut  put  into  effect  May  1,  and  at  Duluth  the  tug  and 
dredge  men  agreed  to  accept  a  $15  per  month  cut. 

Representatives  of  the  marine  unions  held  a  conference  in 
New  York  May  8.  The  Shipping  Board  issued  a  statement  May 
7,  in  which  It  said  that  "the  seamen  themselves  are  in  accord 
with  the  Shipping  Board's  program."  Sixty-seven  ships  sailed 
last  week,  ten  having  been  dispatched  on  Friday. 

Nothing  materialized  this  week  from  the  conference  which 
Secretary  of  Labor  Davis  held  with  representatives  of  the  ma- 
rine unions  with  a  view  to  settling  the  wage  controversy  be- 
tween the  employes  and  the  Shipping  Board  and  the  steamship 
owners.  Reports  to  the  Shipping  Board  indicated  that  shipping 
was  not  being  Interfered  with  greatly  as  the  result  of  some  of 
the  employes  refusing  to  work  at  the  15  per  cent  reduction  in 
pay  put  into  effect  May  1  by  the  Shipping  Board  and  the  steam- 
ship owners.  Admiral  Benson,  chairman  of  the  board,  said  there 


flciency. 

SHIPPING  BOARD  APPOINTMENTS 

The  Traffic   World   Washington  Bureau 

Reports  that  James  A.  Farrell,  president  of  the  United 
States  Steel  Corporation,  would  be  appointed  chairman  of  the 
United  States  Shipping  Board  were  revived  this  week.  Mr. 
Farrell  and  Carmi  Thompson,  of  Cleveland,  O  who  has  also 
been  mentioned  as  a  possible  appointee  to  the  board,  conferred 
with  President  Harding  on  Shipping  Board  problems, 
been  generally  understood  that  the  President  would  appoint  Mr. 
Farrell  chairman  if  the  latter  would  take  the  place  It  was 
said  that  Mr.  Farrell  might  be  selected  by  the  President  but 
not  be  required  to  qualify  until  July  1  because  his  business 
duties  require  his  full  attention  until  that  time. 

Commissioner  John  A.  Donald,  Who  with  Admiral 
constituted  the  "hold-over"  board  after  the  expiration  of  the 
board  named  by  President  Wilson,  has  submitted  his  resignation 
to  President  Harding.  The  President,  in  accepting  the  resigna- 
tion, commended  Mr.  Donald  for  his  services.  Mr.  Donald  will 
be  identified  with  shipping  affairs  in  New  York. 

THE  PORT  OF  GALVESTON 

The  port  of  Galveston,  which  is  this  week  beginning  an  ad- 
vertising campaign  for  the  purpose  of  presenting  its  advantages 
to  shippers,  has  been  made  possible  by  a  series  of  engineering 
feats.  The  principal  effort  was  the  erection  of  the  seawall  and 
the  subsequent  filling  of  the  city  to  bring  it  above  the  high 
water  mark,  at  the  same  time  protecting  the  docks  and  the 
channel  from  the  sweep  of  the  waves  which  have,  on  two  occa- 
sions, done  considerable  damage  to  shipping  from  the  gulf  coast. 
Many  millions  of  dollars  have  been  expended  to  bring  about  the 
deep  channel  and  other  features  that  go  to  make  Galveston  the 
large  port  it  is. 

The  present  channel  at  Galveston  is  sufficiently  deep  and 
wide  to  guarantee  safe  and  efficient  handling  for  the  largest 
of  the  merchant  freighters  in  oceanic  trade.  More  than  ninety 
of  the  largest  steamers  can  work  at  the  docks  without  conges- 
tion and  lightering  of  cargo  is  unknown.  The  developed  chan- 
nel frontage  consists  of  more  than  fifteen  thousand  linear  feet, 
which,  developed  along  the  slip  system  which  is  used  exclusively, 
brings  the  total  dock  frontage  to  approximately  50,000  feet. 
There  are  3,952,279  square  feet  of  storage  space  immediately 
on  the  docks  and  sufficient  storage  space  in  the  city  to  store 
two  million  bales  of  cotton  without  tiering.  Railroad  trackage 
directly  behind  or  immediately  adjacent  to  the  wharves  is  suffi- 
cient to  handle  without  difficulty  11,500  cars. 

The  Galveston  interests  say  that  the  manner  in  which  the 
port  is  laid  out  tends  to  efficient  handling  and  that  it  is  a  mat- 
ter of  official  record  that  the  average  car  detention  is  lower  in 
Galveston  than  at  any  other  port  in  the  United  States.  Taken 
over  a  period  of  a  year,  average  car  detention  at  Galveston  of 
all  classes  of  cars  including  export,  foreign  and  coastwise  and 
cars  for  local  consumption,  was  approximately  three  days  per 
car.  Cars  destined  for  export  over  the  wharves  of  the  Galves- 
ton Wharf  Company  were  detained  on  an  average  of  one  and  one- 
half  days  per  car. 

The  docks  are  thoroughly  modern.  All  recent  additions  have 
been  up-to-date  construction  and  there  are  plentiful  handling 
devices.  Among  the  other  things  pointed  out  as  making  for 
the  efficiency  of  the  port  are,  that  tracks  are,  in  many  instances, 
laid  along  the  apron  of  the  dock  front,  enabling  loading  direct 
from  car  to  vessel  or  vice  versa;  many  of  the  docks  are  so 
equipped  that  cars  switched  alongside  are  on  a  level  with  the 
raised  floor  of  the  docks,  thus  allowing  quick  and  easy  transfer 
of  freight  that  has  to  be  trucked  by  hand;  all  tracks  in  the 
city  run  in  an  easterly  and  westerly  direction,  with  adequate 
switches  to  handle  the  waterbound  traffic;  and  ample  storage 
space  for  cars. 

"Galveston  is  closer  to  the  open  sea  than  any  other  port 
in  the  country,"  its  boosters  say.  "Vessels  passing  over  the 
bar  at  the  entrance  to  Galveston  harbor  can  proceed  to  the  dock 
under  their  own  steam  without  the  assistance  of  tugs  and  tie 
up  within  forty-five  minutes.  The  efficient  and  terminal  system 
makes  it  unnecessary  for  vessels  to  shift  from  one  dock  to  another 
to  take  cargo.  The  cargo  is  usually  stored  and  is  switched 
into  the  proper  shed  when  the  vessel  has  been  assigned,  and  no 
delay  caused  by  mishandling  or  delayed  shipments  has  ever 
occurred  that  could  be  directly  or  indirectly  traced  to  the  term- 
inal system  at  this  port. 

"Galveston  has  service  to  all  the  major  ports  of  Europe, 
West  Indies,  Central  and  South  America,  Mexico,  and  the  Orient. 
It  has  regular  lines  operating  to  Liverpool,  Manchester,  Havre. 
Bremen,  Hamburg,  Rotterdam,  Antwerp,  Barcelona,  various 
Italian  and  Grecian  ports  Scandanavian  ports,  West  Indies, 
Tampico,  Vera  Cruz,  east  coast  of  South  America,  the  Orient, 
not  to  mention  two  regular  coastwise  services  to  New  York. 

"Most  of  the  rail  lines  entering  Galveston  are  not  serving 
other  ports,  and  as  a  result,  can  be  depended  on  to  give  the 
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best  possible  service  to  shipments  destined  for  export  via  this 
port.  This  means  a  great  deal  to  the  Interior  shipper  who  needH 
Insurance  against  congestion,  detention  of  cars  because  they  are 
out  of  order,  or  other  similar  things.  A  trial  shipment  of  agri- 
cultural implements  was  sent  through  Oalveston  last  fall, 
originating  at  a  point  in  the  Immediate  vicinity  of  Chicago.  The 
cargo  was  consigned  to  Liverpool  and  was  In  the  hands  of  the 
consignees  within  thirty  <l;iys  from  <l:ile  of  shipment.  A  siinilur 
shipment  which  was  started  through  an  eastern  port  at  the  same 
time  had  not  been  brought  to  shipside  at  the  port  when  the  order 
via  Galveston  arrived. 

Due  to  its  natural  location,  Galveston  has  long  served  the 
sou tli  west  as  an  export  port  for  cotton  and  grain.  Its  facilities 
for  handling  both  these  commodities  cannot  be  surpassed,  and 
the  efficient  manner  in  which  local  longshoremen  load  these 
ships  cannot  be  equalled  by  another  port.  Galveston  has  the 
record  for  loading  cotton  in  a  ship. 

"The  fact  that  Galveston  has  long  been  considered  the 
premier  port  for  cotton  and  wheat  does  not  reflect  on  its  ability 
to  handle  miscellaneous  cargo,  however.  It  has  been  amply 
demonstrated  that  the  port  could  satisfactorily  handle  import 
cargoes  of  flax  seed,  sisal,  jute  bagging,  nitrate,  bones  for  ferti- 
lizer purposes,  large  quantities  of  crude  oil,  and  many  other 
commodities.  As  for  exports  of  manufactured  commodities  or 
raw  materials,  the  service  of  the  port  cannot  be  excelled,  due 
to  its  .natural  advantages  of  location  and  the  efficient  manner 
in  which  the  facilities  of  the  port  are  arranged. 

"Galveston  is  the  logical  port  of  eastern  outlet  for  the  en- 
tire section  of  the  United  States  lying  on  and  west  of  the  Mis- 
sissippi River,  and  taking  in  all  of  Illinois  and  a  part  of  west- 
ern Indiana.  The  freight  rates  to  or  from  these  points  to  Galves- 
ton are  the  same  as  or  lower  than  those  of  any  other  port  on  or 
west  of  the  Mississippi  River.  The  rail  service  is  as  quick  as 
or  quicker  than  the  service  offered  to  the  other  ports,  and  the 
service  offered  both  by  the  rail  lines  and  the  port  where  the 
commodities  are  delivered  cannot  be  exceled  by  any  other  port. 
Galveston  handles  the  entire  cotton  crop  of  Texas,  most  of  that 
of  Oklahoma,  and  Arkansas,  not  to  mention  the  wheat  crops 
of  Kansas,  Nebraska,  and  other  grain  producing  sections  west  of 
the  Mississippi  River,  without  any  congestion. 

"One  of  the  principal  arguments  appealing  to  the  transpor- 
tation man  for  the  use  of  Galveston  is  the  fact  that  his  ship- 
ments are  never  delayed." 

The  following,  said  to  be  facts  of  record,  are  offered  to  show 
something  of  the  importance  of  Galveston  as  a  first  class  port: 

Galveston  Is  the  second  port  in  the  United  States  in  the 
quantity  of  exports. 

Galveston  is  the  largest  cotton  shipping  port  in  the  world, 
and  at  one  time  in  the  present  season  had  handled  more  cot- 
ton than  all  other  ports  in  the  United  States  combined. 

Galveston,  In   one   shipping  season,  under  normal   conditions, 
handled  4,035,114  bales  of  cotton  with  ease,  system  and  dispatch. 

In  one  day  Galveston  has  sailed  as  high  as  fifteen  foreign 
steamers  and  three  large  coastwise  boats,  not  including  ocean 
going  tugs  and  barges  engaged  in  the  crude  oil  trade  with 
Mexico. 

It  is  the  port  of  quickest  dispatch  in  the  United  States, 
leading  all  others  in  release  of  freight  cars  and  In  quick  turn 
around  of  ships. 

It  is  the  largest  oil  port  in  the  United  States,  having  excel- 
lent bunkering  facilities  for  both  coal  and  oil  burning  vessels. 

The  waterfront  is  a  semi-public  utility  but  is  privately  con- 
trolled, thus  excluding  the  facilities  from  political  troubles  and 
making  for  the  efficiency  of  the  port.  The  municipality  owns 
one-third  of  the  stock  in  the  operating  company  and  names  three 
of  the  nine  directors. 

Galveston  has  ample  marine  repair  facilities,  plenty  of  stor- 
age space,  several  bonded  warehouses,  the  biggest  cotton  con- 
centration plants  in  the  world,  and  everything  that  goes  to  make 
up  a  port  of  the  first  order. 


DISTRIBUTION  OF  FREIGHT  CARS 

The  semi-monthly  bulletin  of  the  car  service  division  of 
the  American  Railway  Association  on  percentages  of  freight 
cars  on  line  to  ownership  as  of  April  15,  Class  1  roads,  shows 
that  in  the  Eastern  district  the  percentage  was  96.3  as  compared 
with  105.1  a  year  ago;  in  the  Allegheny  district,  98.3  as  against 
96.5  a  year  ago;  in  the  Southern  district,  99.1,  as  against  96.9 
a  year  ago;  in  the  Western  district,  96.8  as  against  100.7  ;i 
year  ago;  all  districts,  97,  as  against  98.8  a  year  ago.  Canadian 
roads,  95.3  as  against  92.7  a  year  ago. 


SPRINGFIELD   TERMINAL    STOCK 

The  Springfield  Terminal  Railway  Company,  an  Illinois  cor- 
poration, with  no  line  outside  the  state,  has  asked  the  Com- 
mission for  permission  to  increase  its  capital  stock  from  $75,000 
to  $150,000  and  to  issue  and  sell  $100,000  worth  of  its  capital 
stock,  the  sale  to  be  of  some  of  its  unsold  old  capital  stock  and 
all  its  new  issue.  The  purpose  is  to  take  up  outstanding  debts 
and  to  extend  its  line  two  miles  to  reach  the  mine  of  the  Bissell 
Coal  Company  at  Clear  Lake,  111.,  at  a  cost  of  $62,514. 


Shipping  Decisions 

Cam  Recently  Decided  by  State  and  Federal  Court* 

(Digests  taken  from  Reporter!  and    Digests  of  National    Reporter 
System.  Published  by  We.t  Publishing  Co.,  St.  Paul.  Minn. 
Copyrifht  by  We.t  Publi.hln,  Co.) 


(DiBtrlct  Court,  K.  I)..  New  York,)  A  nubcharterer  of  a  der- 
rick lighter  which  moored  her  at  a  dock  from  which  ahe  broke 
away  during  a  storm,  of  which  warning  had  been  given  several 
hours  before,  Buffering  damage  to  herself  and  cargo,  and  doing 
damage  to  another  vessel,  held  primarily  liable  for  such  damage 
and  for  salvage  services  rendered  to  her  and  her  cargo. — The 
Tlcellne.— The  Junior.— The  Amelia,  270  Fed.  Kept.  983. 

(Circuit  Court  of  Appeals,  Second  Circuit.)  A  steamship, 
under  a  time  charter,  which  was  not  a  demise,  and  whose  master, 
as  required  by  the  charter  party,  on  request  of  the  charterer, 
signed  bills  of  lading  for  a  shipment  received  at  a  stated  rate 
of  freight,  held  bound  only  by  the  contract  expressed  In  such 
bills,  and  not  liable  to  the  shipper  for  the  difference  between 
the  rate  named  therein  and  the  rate  previously  agreed  upon 
between  the  shipper  and  charterer. — The  Owego,  270  Fed.  Kept. 
967. 

(District  Court,  D.,  Maryland.)  Where  the  charterer  of  a 
barge  in  which  he  had  undertaken  to  carry  a  cargo  for  libelant 
voluntarily  filed  an  answer,  claiming  limitation  of  liability,  and 
a  cross-libel  in  a  suit  in  rem  for  damage  to  the  cargo,  his  dis- 
missal without  leave  of  his  cross-libel  did  not  have  the  effect 
of  withdrawing  his  appearance  as  a  respondent  for  all  purposes 
of  the  suit.— The  Nettie  Moore,  270  Fed.  Kept.  1005. 

The  charterer  of  a  barge,  which  was  old  and  worth  not  to 
exceed  $550,  who  contracted  to  carry  a  cargo  worth  $70,000  from 
New  York  to  Baltimore,  and  personally  signed  the  bills  of 
lading  and  superintended  its  loading  into  the  barge,  held  not 
entitled  to  a  limitation  of  liability  for  damage  to  the  cargo,  re- 
sulting from  the  unseaworthiness  of  the  barge  for  such  service 
and  the  improper  loading  and  covering  of  the  cargo. — Ibid. 

A  writing  found  among  the  papers  of  a  deceased  surveyor, 
purporting  to  be  a  survey  of  a  vessel  made  at  the  request  of 
one  only  of  the  parties  to  a  suit,  held  not  admissible  in  evidence. 
—Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


(Supreme  Court  of  South  Carolina.)  A  telegraph  message 
between  two  points  in  the  state,  unnecessarily  transmitted 
through  another  state,  is  an  interstate  message,  and  not  subject 
to  state  law  permitting  damages  for  delay  of  death  message, 
preventing  receiver  from  attending  relative's  funeral. — Son  vs. 
Western  Union  Telegraph  Co.,  106  S.  E.  Kept.  507. 
Demurrage: 

(Appellate  Court  of  Indiana,  Div.  No.  2.)  A  consignee,  hav- 
ing failed  within  the  time  allowed  by  the  carrier's  demurrage 
rules  to  object  to  the  sufficiency  of  a  notice  of  the  arrival  of 
cars,  cannot  be  heard  afterward  to  say  that  it  was  insufficient, 
and  must  be  presumed  to  have  had  no  objections,  and  to  have 
been  satisfied  therewith. — Ross  vs.  Indiana  Natural  Gas  &  Oil 
Co.,  130  N.  E.  Kept.  440. 

A  provision  in  demurrage  rules,  limiting  time  for  objecting 
to  sufficiency  of  a  notice  to  the  consignee  "when  notice  has  been 
given  in-  substantial  compliance  with  the  requirements  as  speci- 
fied by  the  rules,"  relates  to  the  substance  of  the  notice  to 
consignee  of  the  arrival  of  the  cars,  and  not  to  the  manner  of 
its  communication,  as  by  writing  or  otherwise,  since  a  notice 
could  not  be  "substantially"  in  writing. — Ibid. 

The  carrier  In  action  for  demurrage  need  not  show  the 
authority  of  the  person  receiving  in  the  consignee's  office  the 
communication  by  telephone  or  telegraph  of  a  notice  of  the 
arrival  of  cars,  since  the  presumption  Is  that  notice  was  received 
on  behalf  of  consignee  by  a  party  in  charge  of  the  office,  the 
identity  of  such  person  being  particularly  within  consignee's 
knowledge. — Ibid. 

The  relation  existing  between  a  consignee  and  the  person 
in  its  office  operating  its  telephone  and  telegraph  and  receiving 
the  carrier's  notice  of  arrival  of  cars  was  not  that  of  principal 
and  agent,  but  of  master  and  servant,  and  the  acts  of  the  servant 
in  such  case  in  the  master's  office  under  his  supervision  and 
control  are  In  law  the  acts  of  the  master  himself  as  affecting 
liability  for  demurrage  dependent  on  such  notice. — Ibid. 

A  consignee  receiving  information  of  the  arrival  of  the  cars 
and  acting  thereon  will  not  be  permitted  to  question  the  author- 
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Ity  of  the  person  In  its  office  through  whom  the  information  was 
received. — Ibid. 

In  a  carrier's  action  against  consignee  for  demurrage  per- 
mitting a  witness  to  testify  concerning  the  cars  from  a  record 
made  at  the  time  of  their  arrival  and  at  the  time  of  their  release 
held  not  error. — Ibid. 

(Kansas  City  Court  of  Appeals,  Missouri.)  A  petition  by  a 
carrier  against  a  consignee  for  freight  was  demurrable  where  it 
did  not  allege  that  defendant  was  a  party  to  the  contract  of 
transportation  or  had  received  or  accepted  the  freight,  the  rela- 
tion of  carrier  and  consignee  not  being  sufficient,  and  ownership 
of  goods  not  being  determinative. — Chicago,  B.  &  Q.  R.  Co.  vs. 
Evans  et  al.,  228  S.  W.  Kept.  853. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

{Digests  taken  from  Reporter!  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


CONVERSION 

(Supreme  Court  of  Vermont.)  So  far  as  a  bill  of  lading 
states  the  terms  on  which  the  transportation,  detention  and 
delivery  of  the  goods  was  to  be  made,  it  stands  as  a  contract 
and,  being  in  writing,  its  construction  is  a  matter  of  law. — 
Booth  vs.  New  York  Cent.  R.  C.,  112  Atl.  Rept.  894. 

Where  goods  were  shipped  to  the  buyer  under  an  order-notify 
bill  of  lading,  title  remained  in  the  seller,  and  could  pass  to 
buyer  only  on  delivery  of  the  bill  of  lading. — Ibid. 

"Conversion,"  when  applied  to  the  law  of  trover,  imports 
an  unlawful  act,  mere  nonfeasance  not  being  enough;  from  the 
nature  of  the  action  the  act  complained  of  must  be  such  an 
interference  with  the  owner's  dominion  and  right  of  property 
as  cannot,  against  the  owner,  be  justified  or  excused  by  one 
who  conies  lawfully  into  possession. — Ibid. 

Where  goods  sold  were  consigned  to  the  buyer  under  bill 
of  lading  running  to  the  order  of  the  seller,  notify  the  buyer, 
and  the  railroad  notified  the  buyer  of  arrival,  and  the  buyer 
telegraphed  the  seller  to  wire  the  railroad  to  allow  examination 
of  the  car,  the  seller  wiring  the  railroad  "Allow  examination 
only,"  but  the  customer  for  whose  benefit  examination  was 
asked  did  not  take  the  goods,  so  that  the  buyer  arranged  with 
a  warehouse  company  for  unloading,  and  requested  the  railroad 
to  deliver  the  goods  to  the  warehouse  company,  which  was  done 
by  the  railroad,  with  specific  direction  not  to  deliver  without 
surrender  of  the  original  bill  of  lading,  properly  indorsed,  the 
goods  being  received  by  the  warehouse  company  to  the  account 
of  the  order  of  the  seller,  and  remaining  in  storage  until  de- 
stroyed by  fire,  the  railroad,  in  such  delivery  to  the  warehouse 
company,  did  not  so  transfer  control  of  the  goods  to  the  buyer 
as  to  amount  to  a  conversion  giving  the  seller  a  right  of  action. 
—Ibid. 

In  an  action  against  a  railroad  for  conversion  of  a  shipment, 
testimony  as  to  what  its  freight  agent  said  respecting  delivery! 
being  at  most  an  unauthorized  declaration  by  an  agent  as  to  a 
past  transaction,  was  not  competent  as  an  admission  against 
defendant  railroad. — Ibid. 

Unauthorized     Inspection    of    Order-Notify    Shipment    Not    Con- 
version: 

(Springfield  Court  of  Appeals,  Missouri.)  Allowing  without 
permission  inspection  of  corn  shipped  under  a  bill  of  lading 
providing  "Inspection  of  property  covered  by  this  bill  of  lading 
will  not  be  permitted  unless  provided  by  law  or  unless  permis- 
sion is  indorsed  on  this  original  bill  of  lading  or  given  in  writing 
by  the  shipper,"  did  not  amount  to  a  delivery,  and  therefore  a 
conversion  by  the  carrier,  under  Carmack  amendment  to  the 
interstate  commerce  act  (U.  S.  Comp.  St.  pp.  8604a,  8604aa)  — 
Bernie  Mill  &  Gin  Co.  vs.  St.  Louis  Southwestern  Ry  Co  et  al 
228  S.  W.  Rept.  847. 

Provision  in  Carmack  amendment  to  the  interstate  com- 
merce act  (U.  S.  Comp.  St.,  pp.  8604a,  8604aa)  that  nothing 
contained  therein  should  deprive  the  holder  of  a  bill  of  lading 
of  any  remedy  or  right  of  action  which  he  has  under  existing 
law,  has  reference  only  to  federal  laws. — Ibid. 
Claims — Time  to  File: 

(Supreme  Court  of  Arkansas.)  Under  a  bill  of  lading  pro- 
viding that  in  case  of  loss  or  failure  to  deliver  after  a  reason- 
able time  for  delivery  consignee  to  recover  the  value  of  the 
goods  should  file  a  claim  in  writing  within  six  months  there- 
after, consignee  should  present  his  written  claim  within  six 
months  of  date  of  shipment,  and  not  within  six  months  after 
definitely  ascertaining  that  It  had  been  made,  unless  carrier 
concealed  the  shipment  from  consignee  or  refused  to  issue  a 
duplicate  bill  of  lading  on  request,  in  which  case  the  six  months' 
period  would  date  from  the  time  shipment  was  disclosed  to  con- 
signee.—Missouri  Pac.  R.  Co.  vs.  Reed,  228  S.  W.  Rept.  1047 


MEASURE   OF   DAMAGES 

(Court  of  Civil  Appeals  of  Texas,  El  Paso.)  The  measure 
of  damages  for  negligent  injury  carrier  of  cattle  carried  is  the 
difference  between  their  market  value  as  they  would  have  arrived 
but  for  such  negligence  and  their  market  value  as  they  did 
arrive.— Mines,  Director-General  of  Railroads,  vs.  Edwards  et  al., 
228  S.  W.  Rept.  1117. 

Testimony  that  by  reason  of  negligent  handling  by  carrier 
of  cattle  carried  they  were  depreciated  at  least  }5  per  head  does 
not  meet  the  question  of  market  value  necessary  to  fix  the 
damages. — Ibid. 

Testimony  in  action  for  negligent  injury  of  a  shipment  of 
cattle  that  were  depreciated  by  reason  of  such  injury  and  on 
account  of  delay  in  shipment  and  rough  handling  and  failure 
to  receive  needed  food  and  water,  at  least  ?5  per  head,  is  inad- 
missible, as  involving  a  mixed  question  of  law  and  fact. — Ibid. 

(Commission  of  Appeals  of  Texas,  Section  B.)  A  carrier 
cannot  be  held  for  loss  of  hogs  from  eating  poison  found  on 
premises  adjoining  its  shipping  pens,  but  not  under  its  control, 
where  a  dipping  vat  for  stock  was  in  operation,  and  on  which 
premises  the  hogs  strayed  while  in  the  shipper's  possession  and 
before  delivery  or  tender  to  the  carrier,  the  carrier,  under  such 
circumstances,  owing  the  shipper  no  duty  either  to  keep  such 
premises  free  from  poison  or  to  prevent  the  hogs  from  reaching 
the  same,  and  the  care  taken  by  the  shipper  and  his  agents  to 
prevent  the  hogs  from  eating  the  poison  not  being  material. — 
Lancaster  et  al.  vs.  Pitzer,  228  S.  W.  923. 

(Court  of  Civil  Appeals  of  Texas,  Fort  Worth.)  Where 
shipper  of  hogs  which  were  injured  in  transit  alleged  negligent 
delay,  failure  to  feed  and  water,  etc.,  an  instruction  that,  if  the 
hogs  were  received  in  good  condition  and  delivered  in  an  un- 
duly damaged  condition,  the  burden  was  on  the  carrier  to  show 
want  of  negligence,  was  improper,  the  rule  as  to  presumption  of 
negligence  arising  from  such  fact  not  applying  where  there  are 
specific  averments  as  to  the  negligence. — Hines,  Director-General 
of  Railroads,  vs.  Whiteman  et  al.,  228  S.  W.  Rept.  979. 

Where  a  shipper  of  hogs  contended  that  they  were  injured 
by  negligent  delay,  rough  handling,  and  failure  to  feed,  the  fol- 
lowing special  issue,  "Did  defendants  exercise  ordinary  care  to 
transport  the  hogs  within  a  reasonable  time,  with  reference  to 
the  manner  of  handling  the  hogs  and  with  reference  to  feeding 
and  watering  the  hogs?"  was  improper,  being  so  worded  as  to 
confuse  the  jury,  because  not  separating  the  issues  of  delay  and 
failure  to  feed  and  water,  and  also  in  suggesting  improper  han- 
dling in  the  absence  of  any  evidence  thereof. — Ibid. 

While  ordinarily  proof  of  a  general  custom  of  railroads  to 
perform  acts  in  a  certain  manner  is  admissible  on  the  issue  of 
negligence,  yet,  where  a  railroad  company  received  a  shipment 
of  hogs  and  delayed  forwarding  them  for  30  hours  because  of  the 
movement  of  troop  trains,  evidence  that  it  was  not  customary 
to  supply  facilities  for  feeding  and  watering  animals  at  small 
stations,  such  as  the  point  where  they  were  received,  is  admissi- 
ble.—Ibid. 

In  an  action  for  damages  based  on  negligent  delay  in  trans- 
porting a  shipment  of  hogs,  where  it  appeared  that  the  delay 
was  due  to  the  movement  of  troop  trains,  and  a  finding  of  neg- 
ligence carried  with  it  a  finding  that  the  carrier  should  have 
anticipated  the  demand  for  the  movement  of  troop  trains  and 
supplied  additional  crews  to  transport  its  ordinary  traffic,  error 
in  an  instruction  casting  on  the  carrier  the  burden  of  proof 
cannot  be  deemed  harmless,  it  appearing  without  controversy 
that  but  for  the  necessity  of  moving  troop  trains  the  delay  would 
not  have  occurred. — Ibid. 


RETURN  OF  OVERCHARGE  CLAIMS 

The  Traffic  World  Washington  Bureau 

The  Commission  is  preparing  to  return  to  shippers  over- 
charge claims  filed  with  it  by  them  after  March  1,  so  that  they 
may  be  settled  in  accordance  with  the  provisions  of  Railroad 
Administration  Accounting  Circular  No.  157B  (see  Traffic  World, 
May  7,  p.  983). 

How  many  bills  failed  to  get  to  the  Commission  before 
March  1,  1921.  is  not  known.  The  Commission's  clerical  force 
finished  checking  the  bills  that  came  to  it  as  a  result  of  the 
Railroad  Administration's  ruling  that  such  claims  must  be  filed 
with  the  Commission  before  March  1,  about  the  time  Director- 
General  Davis  was  approving  the  accounting  circular  mentioned, 
which  mitigated  the  harshness  of  the  original  ruling  that  Section 

(c)  required  the  filing  of  overcharge  claims  with  the  Com- 
mission. 

Not  all  those  who  started  overcharge  claims  toward  Wash- 
ington with  the  hope  that  they  would  arrive  before  the  last  min- 
ute of  February  28  have  yet  received  acknowledgment  of  their 
eceipt  or  non-receipt  in  time  from  the  Commission.     The  Com- 
ssion  could  not  say  it  had  received  a  claim  until  Its  clerks  had 
gone  over  the  mass  that  came  in  the  latter  days  of  February. 
The  Commission  is  returning  the  claims  that  did  not  reach 
March  1  so  -that  the  shippers  may  file  them  with  the  car- 
rnrrtan™    SSftiS**  overcharges.     They  will  be  handled  in  ac- 
cordance with  that  part  of  the  accounting  circular  which  says 
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i In'  appropriate  carrier  may  dispose  of  claims  that  did  not  reach 
i he  flies  of  the  Commission  before  March  1,  and,  If  found  mer- 
itorious, they  will  be  paid  by  the  Director-General,  provided 
they  arc  filed  before  September  1. 

No  claims  but  those  that  did  not  reach  the  flies  of  the  Com- 
mission before  March  1  are  being  returned.  The  claims  that 
were  flled  before  March  1  are  considered  as  being  In  the  hands 
of  the  proper  authorities  for  settlement,  although  the  Commis- 
sion and  the  Railroad  Administration  have  not  figured  out  exactly 
how  they  may  be  disposed  of.  The  claims  flled  with  the  Rail- 
road Administration  before  February  17,  by  the  railroads,  were 
scut  to  the  Commission,  stamped  as  having  been  received  by  it 
prior  to  March  1,  1921.  and  returned  to  the  Railroad  Administra- 
tion for  settlement. 

It  is  assumed  that  that  is  how  the  claims  sent  direct  to  the 
Commission  will  be  handled.  The  Commission  has  not  the  force, 
even  if  Section  206  (c)  gave  it  jurisdiction,  to  dispose  of  them. 
The  question  whether  it  has  Jurisdiction  over  such  claims  as 
arose  under  federal  control,  by  reason  of  Section  206  (c),  has 
never  been  definitely  settled.  The  Commission  has  merely  said 
it  was  not  prepared  to  say  that  it  did  not  have  jurisdiction.  In- 
dividual commissioners,  however,  have  no  desire  to  take  over 
the  work,  which  heretofore  has  been  considered  as  no  more,  in 
most  instances,  than  routine  tasks  for  high-class  clerks. 


FALSE  CLAIM  ALLEGED 

An  indictment  was  returned  by  the  federal  grand  jury  in 
Chicago  April  29  against  the  Lakeside  Fish  and  Oyster  Com- 
pany and  Benjamin  Sacks,  president  of  that  company,  on  the 
charge  of  filing  a  false  loss  and  damage  claim  against  the 
New  York  Central  Railroad  in  violation  of  Section  10  of  the 
act  to  regulate  commerce.  The  claim  was  flled  in  connection 
with  a  carload  shipment  of  fish  consigned  to  the  Lakeside  Com- 
pany and  damage  was  claimed  in  the  amount  of  $1,288.61,  based 
on  alleged  sale  of  the  fish  by  the  claimant  for  |301.08.  The 
indictment  charges  that  the  fish  were,  in  fact,  sold  for  $1,135.70 
and  that  the  claim  is  false  to  the  extent  of  the  difference  be- 
tween this  realization  and  the  alleged  realization  of  $301.08. 
The  case  was  developed  through  an  investigation  conducted  at 
Chicago  by  the  Interstate  Commerce  Commission.  Benjamin 
Sacks  was  arrested  May  3  and  his  bond  was  fixed  at  $5,000. 
Both  defendants  were  arraigned  before  Judge  Landis  May  6 
and  entered  pleas  of  not  guilty.  The  offense  charged  in  the 
indictment  carries  a  maximum  penalty  of  a  $5,000  fine  for  the 
defendant  corporation  and  a  $5,000  fine  and  two  years'  imprison- 
ment for  the  individual  defendant. 


CAR  SURPLUS  AND  SHORTAGE 

The  Traffic  World  Washington  Bureau 

Although  slight,  another  drop  in  the  number  of  idle  freight 
cars  was  recorded  in  the  period  from  April  23  to  30,  inclusive, 
the  total  number  of  surplus  cars  being  482,352  in  that  period 
as  compared  with  483,067  in  the  preceding  week,  according  to 
compilations  completed  by  the  car  service  division  of  the  Amer- 
ican Railway  Association,  May  9. 

The  surplus  was  made  up  of  the  following  classes  of  equip- 
ment: Box,  178,037;  ventilated  box,  2,207;  auto  and  furniture, 
8,883;  flat,  15,956;  gondola,  148,195;  hopper,  81,248;  all  coal 
(hopper  and  gondola),  229,443;  coke,  10,737;  S.  D.  stock,  20,869; 
D.  D.  stock,  1,187;  refrigerator,  13,154;  tank,  748,  miscellaneous, 
1,131. 

The  shortage  was  239  cars,  made  up  of  the  following  classes 
of  equipment:  Box,  75;  flat,  2;  gondola,  57;  hopper,  51;  S.  D. 
stock,  13;  D.  D.  stock,  31;  refrigerator,  10.  The  shortage  in 
the  preceding  week  was  202. 

In  the  week  ended  April  23  the  total  number  of  idle  freight 
cars  was  reported  as  483,067,  as  compared  with  499,479  during 
the  preceding  week. 

The  surplus  of  483,067  cars  was  made  up  of  the  following 
classes  of  equipment:  Box,  177,360;  ventilated  box,  1,838;  auto 
and  furniture,  8.634;  flat,  14,915;  gondola,  153,878;  hopper,  81,397 ;_ 
all  coal  (gondola  and  hopper),  235,275;  coke,  11,584;  S.  D.  stock, 
18,916;  D.  D.  stock,  1,179;  refrigerator,  11,556;  tank,  656;  mis- 
cellaneous, 1,154. 

The  shortage — 202  cars — was  made  up  of  the  following 
c-lasses  of  equipment:  Box,  38;  flat,  17;  gondola,  25;  hopper,  31; 
S.  D.  stock,  29;  D.  D.  stock.  28;  refrigerator,  34. 


CHARLES  CITY  WESTERN  NOTES 

The  Charles  City  Western  Railway  Company  of  Iowa  has 
petitioned  the  Commission  for  authority  to  issue  $384,000  of 
10-year  6  per  cent  first  mortgage  gold  notes  for  the  purpose  of 
retiring  an  outstanding  issue  of  $280,000  of  6-year  7  per  cent 
bonds  that  were  due  March  1,  1921,  and  for  funding  other  ma- 
turities amounting  to  $37,919.83.  Of  the  $384,000  issue  of  notes, 
$200,000  will  be  put  up  as  security  for  a  loan  of  $160,000  from 
the  government,  which  will  be  used  to  pay  off  the  $37,919.83  and 
part  of  the  $280,000  issue.  The  remainder  of  the  outstanding 
debt  will  be  refunded  with  the  balance  of  the  proposed  issue. 


LOSS  AND  DAMAGE  CLAIMS 

(Tenth  of  a  (Crlei  of  artlrliii  written   for  Thr  TrufTlr  World  t>y  f.    II 

Dletrlrh.  i 

In  a  previous  Installment  of  thin  series  of  articles  it  h.-m 
been  suggested  that,  so  far  as  co-operation  of  the  shipper  In 
concerned,  no  single  phase  of  claim  prevention  is  capable  of 
showing  greater  results  than  that  of  using  an  adequate  con- 
tainer. 

I  do  not  believe  that  the  facilities  offered  by  the  United 
States  Forest  Service  for  the  education  of  Individuals  or  firms 
using  containers  is  generally  understood  or  appreciated.  Inas- 
much as  those  who  have  been  fortunate  enough  to  take  the 
course  of  instructions  offered  by  this  governmental  bureau  have 
felt  many  times  repaid  for  the  nominal  expense  Involved,  I  feel 
that  an  explanation  of  the  work  this  bureau  Is  conducting  may 
be  the  means  of  interesting  many  shippers  In  this  subject  and 
thereby  prove  a  fruitful  claim  prevention  suggestion. 

In  order  to  give  some  idea  of  the  scope  of  the  bureau's 
activities  I  am  quoting  from  an  article  entitled  "Suggestions 
for  the  Nailing  of  Boxes,"  written  by  J.  A.  Newlln,  in  charge 
of  this  work: 

"The  purpose  of  nailing  a  box  is  to  hold  It  together  and 
,  give  it  rigidity.  To  use  more  nails  or  larger  nails  than  are 
necessary  to  accomplish  this  purpose  is  a  waste  of  both  ma- 
terial and  labor.  To  use  fewer  nails  than  are  necessary  to  hold 
properly  under  ordinary  conditions  results  In  breakage  of  the 
box  and  damage  to  the  contents. 

"Tests  at  the  Forest  Products  Laboratory  of  the  United 
States  Forest  Service,  at  Madison,  Wls.,  and  observation  of 
packages  in  transit  and  at  their  destination  have  shown  con- 
clusively that  where  the  nailing  is  insufficient,  the  package  can- 
not be  improved  by  putting  in  heavier  lumber.  Observation 
has  shown  also  that  the  majority  of  failures  in  ordinary  boxes 
are  due,  not  to  the  lumber,  but  to  the  nailing.  It  is  also  evi- 
dent that  in  many  instances  a  better  package  could  be  obtained 
with  much  thinner  material  by  the  use  of  a  few  more  nails. 

"In  arriving  at  the  proper  nailing  there  are  a  number  of 
factors  that  must  be  considered.  These  involve  the  nail,  its 
length,  diameter  and  surface,  and  the  species  of  wood,  its  thick- 
ness and  condition. 

"It  is  desirable  to  know  whether  the  nail  should  be  smooth, 
barbed,  or  cement-coated.  Our  tests  have  shown  that,  at  least 
in  the  ordinary  sizes,  barbed  nails  are  not  so  efficient  in  box 
construction  as  smooth  ones.  Apparently  the  ability  of  the 
barbs  to  increase  the  resistance  of  the  nail  to  withdrawal  is 
more  than  offset  by  their  tendency  to  tear  the  wood.  Cement- 
coated  nails  have  given  uniformly  better  results  than  smooth 
nails,  although  different  lots  of  cement-coated  nails  have  shown 
greater  variation  in  efficiency  than  smooth  nails.  The  holding 
power  of  the  cement-coated  nail  is  from  10  to  30  per  cent  greater 
than  that  of  the  same  sized  smooth  nail.  On  an  average,  a 
box  built  up  with  the  cement-coated  nails  will  withstand  about 
one  and  one-half  times  as  much  rough  handling  as  a  box  made 
with  the  same  number  and  gauge  of  smooth  nails. 

"If  the  nail  is  short  and  is  driven  into  soft  wood  the  weaving 
of  the  box  in  transportation  and  shocks  due  to  rough  handling 
will  cause  the  nail  to  work  back  and  forth  to  its  full  length 
in  the  wood  and  come  loose  almost  immediately,  notwithstand- 
ing the  fact  that  it  may  be  of  comparatively  heavy  gauge. 

"If  the  nail  is  very  slender  It  will  not  drive  well,  and  the 
longer  it  is  the  greater  must  be  its  diameter  in  order  to  insure 
that  it  will  drive.  If  a  very  slender  nail  is  driven  to  consider- 
able depth  in  a  piece  of  hard  wood,  the  shocks  of  transportation 
and  handling  will  bend  the  nail  between  the  two  planks  of  the 
box  and  it  may  fail  by  breaking  off  rather  than  by  pulling  out. 

"The  diameter  of  a  nail  should  be  great  enough  so  that  It 
may  be  driven  easily,  which  is  usually  the  limiting  factor,  but 
should  not  be  so  small  that  it  will  break  In  use.  It  should  be 
such  that  with  the  weaving  of  the  package  in  transportation 
and  the  shocks  of  handling  it  will  not  be  bent  and  will  not 
work  back  and  forth  to  its  full  depth  in  the  wood.  The  proper 
balance  is  reached  when  there  is  an  equal  likelihood  of  the  wood 
failing  or  of  the  nails  breaking  off  or  pulling  from  the  end. 

"As  a  rule,  the  head  of  the  nail  is  too  small,  and  failure 
of  the  box  occurs  because  the  head  is  pulled  through  the  sides. 
With  the  larger  heads  made  in  accordance  with  the  ordinary 
practice  the  material  is  too  thin  and  the  head  breaks  off.  It  Is 
thought  that  a  much  better  nail  can  be  made  than  is  being 
produced  at  the  present  time. 

"The  species  of  wood  is  of  importance,  since  each  species 
has  certain  characteristics  of  weight  and  hardness  which  indi- 
cate its  ability  to  hold  nails,  its  strength  and  its  likelihood  of 
splitting,  and  thus  determining  the  proper  thickness  of  material 
and  size  and  spacing  of  nails. 

"The  most  significant  difference  in  the  various  species  of 
wood  is  in  their  dry  weight.  A  piece  of  lumber  of  very  light 
weight  has  but  little  wood  substance.  It  has  been  shown  that 
all  wood  substance  is  of  practically  the  same  weight  and  that 
the  weight  of  a  piece  of  dry  lumber,  when  free  from  resinous 
material,  is  an  indication  of  the  amount  of  wood  substance  it 
contains.  It  will  be  evident,  therefore,  that  without  sufficient 


1038 


THE    TRAFFIC     WORLD 


Vol.  XXVII,  No.  20 


wood  substance  it  is  impossible  to  have  strength  or  nail-holding 
power,  and  that  the  more  wood  substance  there  is  in  a  given 
species  the  greater  its  strength  and  nail-holding  power  are 
likely  to  be. 

"In  this  connection  it  may  be  noted  that,  with  practically 
all  species,  the  resistance  to  withdrawal  is  greater  if  the  nail 
is  driven  into  the  side  grain  than  if  it  is  driven  into  the  end 
grain.  As  a  rule,  all  the  strength  properties  of  wood  increase 
with  the  weight.  When  a  nail  is  driven  into  a  dense  piece  of 
wood  it  produces  a  much  greater  splitting  force  than  when  the 
same  nail  Is  driven  into  a  soft  piece  of  wood.  A  dense  piece  of 
wood  has  greater  resistance  to  splitting  than  a  light  piece  of 
wood.  These  two  factors  tend  to  counterbalance  each  other,  but 
do  not  do  so  entirely.  The  dense  species,  as  a  rule,  will  split 
somewhat  more  than  the  lighter  species  with  the  same  nailing. 

"The  lockiness  of  grain  and  other  species  characteristics 
are  important  factors  in  determining  the  resistance  to  splitting, 

"Green  wood  is  much  softer  than  dry  wood,  and  the  nails 
can  be  driven  In  and  withdrawn  from  green  much  more  readily 
than  from  dry  wood. 

"The  moisture  content  of  wood,  when  green,  may  vary  from 
30  to  200  per  cent  of  the  dry  weight,  depending  on  the  species 
and  on  conditions  of  growth.  As  the  wood  dries  it  first  loses  the 
free  water  in  the  cells  and  afterward  that  from  the  cell  walls. 
When  the  water  begins  to  leave  the  cell  walls  the  wood  begins 
to  shrink  in  both  width  and  thickness,  but  not  materially  in 
length.  This  causes  the  fibers  which  are  bent  down  along  the 
nail  to  shrink  away  from  the  nail  in  the  direction  of  the  end 
grain,  in  which  direction  the  nail  was  being  most  firmly  held 
in  the  first  place.  Thus  we  have  the  nail  which  has  been  driven 
into  green  material,  afterward  dried,  held  only  by  two  sides. 
The  weaving  action  during  transportation  will  readily  cause 
such  nails  to  come  loose  and  work  out  of  the  box  without  any 
rough  handling,  and  the  boxes  will  not  stand  more  than  10  per 
cent  as  much  rough  handling  as  those  nailed  up  at  15  per  cent 
moisture  and  kept  in  practically  that  condition. 

"A  nail  driven  into  a  dry  piece  of  wood  which  afterward 
Is  allowed  to  become  soaked  and  then  dried  will  act  as  does  a 
nail  driven  into  green  lumber. 

"Boxes  made  of  lumber  in  the  proper  moisture  condition 
will  stand  ordinary  storage  without  any  appreciable  loss  in  the 
ability  of  the  nail  to  hold. 

"The  effect  of  over-driving  nails  is  to  reduce  their  resistance 
to  withdrawal,  the  proportionate  reduction  probably  being  greater 
in  the  case  of  dry  wood  than  in  green. 

"After  the  above  fundamentals  as  to  nails  and  wood,  con- 
sideration should  be  given  to  the  thickness  of  material  and  the 
spacing  of  nails. 

"The  ends  of  the  boxes  must  be  of  such  thickness  that  the 
nails  will  not  run  out  under  ordinary  conditions.  The  nails 
must  be  small  enough  in  diameter  so  that  they  will  not  cause 
splitting  of  the  material.  The  inclination  to  split  is  increased 
with  decreased  spacing.  The  spacing,  then,  must  not  be  so 
close  aa  to  cause  splitting. 

"Experiments  have  been  made  and  a  great  many  observa- 
tions taken  on  the  splitting  of  material  by  nails.  The  following 
conclusions  have  been  drawn  and  appear  to  be  substantiated  by 
two  years  of  observation: 

"In  using  the  slender  or  box  nail  in  species  of  medium  hard- 
ness, the  'penny'  of  the  nail  cannot  be  greater  than  the  thick- 
ness in  eighths  of  an  inch  of  the  wood  which  holds  the  point 
of  the  nail. 

"For  the  softer  woods  riails  may  be  one  'penny'  larger  and 
sometimes  even  two  'pennies.'  For  the  hard  wood  nails  one 
'penny'  smaller  should  be  used. 

"The  ordinary  box  machine,  when  nailing  boxes  of  the  sizes 
illy  used  for  canned  foods,  cannot  space    the    nails  close 
enough  to  cause  splitting  of  the  ends  or  to  develop  the  strength 
of  the  lumber. 

"Tjie  following  rule  has  been  suggested  for  guidance  in  the 

g  of  nails  for  domestic  shipment: 

"For  six   'penny'  or  smaller  nails   held    in    the  side  grain 

ihould  be  a  spacing  of  2  inches,  and  for  the  same  nail 

the  end  grain  a  spacing  of  1%  inches.    For  larger  nails   the 

(pacing  should  increase  %  inch  for  each  'penny.'    To  a  great 

eople,  this  spacing  will  appear  to  be'  too  close    since  it 

res   many  more  nails   than   have  formerly  been  used     As  a 

r  of  fact,  however,  it  is  only  about  two-thirds  of  the  num- 

ber that  can  be  put  in  before  excessive  splitting  of  the  ends  is 

encountered,  and  is  only  about  two-thirds  of  the  number  required 

U>    balance    fully    the    strength    of  the  box  in  other  respects 

Therefore    even  with  this  spacing,  which  is  shown  on  the  at- 

tached schedule,  the  nailing   is  still  the  weakest  point  of  the 

ordinary  box. 

"The  gauge  of  nails  to  be  used  is  determined  by  the  thick- 
species  of  the  wood  in  which  the  POINTS  of  the  nails 
s  held  after  driving.     The  following  schedule  is  based  upon 
^  na"8-     If  the  Designated  'penny'  ™ 

the  next  iower  'penny>  an 


THICKNESS  OF  ENDS  OR  CLEATS  TO  WHICH  SIDES,  TOPS  AND 

BOTTOMS  ARE  NAILED. 

Use  cement-coated  nails  of  gauge  indicated  when 

species  of  wood  holding  nails  is — 
%"or  H"  or 

less.         ft"        W         ft"         %"         %"         II"  %" 

Group       I   woods..   4d           5d          5d           6d           7d           8d           8d  9d 

Group      II  woods. .   4d           4d          5d           5d           6d           7d           7d  8d 

Group    III  woods..   3d          4d.         4d          5d          5d          6d          7d  7d 

Group    IV  woods..  3d          3d          4d          4d          4d          5d          6d  7d 

WOODS     COMMONLY     USED     IN     MANUFACTURE     OF     BOXES, 
GROUPED  ACCORDING  TO  NAIL-HOLDING  QUALITIES. 

GROUP  I. 

Alpine  flr,  Cottonwood,  Redwood, 

Aspen,  Cucumber,  Spruce, 

Balsam  fir,  Cypress,  Sugar  pine, 

Hasswood  Jack  pine,  Western   yellow   pine, 

Buckeye.  Lodgepole  pine,  White  flr, 

Butternut,  Magnolia,  White  pine, 

Cedar,  Noble  flr,  Willow, 

Chestnut,  Norway  pine.  Yellow  poplar. 

GROUP  II. 

Douglas  flr.  Larch    (tamarack).  Virginia  and  Carolina 

Hemlock,  Southern  yellow  pine,          pine. 

GROUP  III. 

Black  ash  Pumpkin  ash,  Tupelo, 

Black  gum.  Red  gum,  White  elm. 

Maple,   soft  or  silver,    Sycamore. 

GROUP  IV. 

Beach,  Hickory,  Rock  elm. 

Birch,  Maple,  hard,  White  ash. 

Hackberry,  Oak, 

"When  nails  are  6d  or  less,  space  those  holding  boards  to 
end  grain  of  end  1%  inches  apart,  and  holding  boards  to  side 
grain  of  end  2  inches  apart.  Increase  spacing  of  nails  %  inch 
for  each  'penny'  over  6.  No  board  should  have  less  than  2 
nails  at  each  nailing  end.  Space  nails  holding  top  and  bottom 
to  sides  6  inches  or  more  apart  when  nails  are  6d  or  less,  in- 
creasing the  spacing  1  inch  for  each  'penny'  over  6." 

The  laboratory  of  the  United  States  Forest  Service  is  at 
Madison,  Wis.  The  course  of  instruction  costs  approximately 
one  hundred  dollars  and  covers  a  period  of  about  one  week. 

The  claim  prevention  organization  of  the  American  Railway 
Association  indorses  the  work  of  this  bureau  and  recommends 
its  course  of  instruction  to  any  concern  using  shipping  con- 
tainers. 


rd 


RATES  ON  ICE  AND  COAL 

William  L.  Carney,  independent  traffic  manager,  of  Chicago, 
in  his  complaint  in  Docket  No.  12372  vs.  M.  St.  P.  &  S.  Ste.  M., 
Director-General,  et  al.,  hearing  on  which  was  held  before  Ex- 
p miner  John  T.  Money  in  Chicago,  May  12,  alleged  misapplica- 
tion of  the  tariffs  in  figuring  rates  on  ice  from  several  points 
in  northern  Illinois  and  Wisconsin  to  points  on  the  Illinois  North- 
ern in  Illinois  on  some  1,800  carloads.  The  complaint,  however, 
specifically  referred  to  only  two  carloads  and  it  was  ruled  that 
these  only  should  be  considered. 

The  difference  in  interpreting  the  tariff  centered  in  Sup.  29 
to  Soo  Line  tariff  I.  C.  C.  3059,  issued  November  15,  1915,  in  com- 
pliance with  the  order  of  the  Commission  in  Peoples  Ice  Co.  vs. 
Grand  Trunk  et  al.  (27  I.  C.  C.  26),  in  which  the  carriers  were 
ordered  to  increase  the  absorption  for  switching  on  ice  In  the 
Chicago  switching  district  to  }6.  Mr.  Carney  took  the  position 
that  this  meant  that  the  absorption  should  be  $6  .regardless  of 
what  the  amount  charged  by  the  switching  line  might  be.  E.  G. 
Clarke,  general  freight  agent  for  the  Soo  Line,  however,  insisted 
that  the  $6  was  meant  as  a  maximum  and  that  it  would  be  re- 
diculous  to  require  his  line  to  absorb  anything  more  than  the 
$3.50  charged  by  the  Illinois  Northern  for  switching  the  cars 
in  question.  He  pointed  out  that  to  do  so  would  make  the  rate 
to  points  on  the  Illinois  Northern  less  than  to  other  points  not 
so  distant  from  the  points  of  origin. 

Royal  McKenna,  attorney  for  the  Director-General,  moved 
that  Mr.  Carney's  second  case  be  stricken  out,  because  he  said 
the  complainant  had  failed  to  show  any  connection  between  him- 
self and  the  coal  retailers  involved.  This  case,  No.  12276,  Carney 
vs.  Director-General,  involved  reparation  only,  and  was  based  on 
one  carload,  supposed  to  be  representative  of  some  4,000,000  tons 
shipped  from  the  Illinois  and  Indiana  fields  in  the  period  from 
June  24,  1918,  to  October  4,  1918.  Mr.  Carney  alleged  misappli- 
cation of  the  provisions  of  General  Order  28.  The  average  raise 
in  coal  rates  under  that  order,  he  said,  was  17%  per  cent,  while 
those  in  question  went  up  considerably  more.  The  fact  that 
they  did  made  them  not  amenable  to  the  clause  providing  for 
publication  on  one  day's  notice,  and  they  were  therefore  not 
legally  published,  according  to  Carney. 

G.  H.  Kummer,  assistant  general  freight  agent  for  the  C.  & 
E.  L,  explained  that  the  rates  were  all  built  under  that  from 
the  Marion  district,  which  had  been  raised  25  per  cent  He  said 
General  Order  28  provided  for  the  preservation  of  the  then  exist- 
ing fixed  relationships  and  that  the  other  rates  were  made  fixed 
sums  under  the  Marion  rate.  He  passed  off  Mr.  Carney's  allega- 
ns,  contained  in  a  comparative  exhibit,  that  the  per  ton  mile 
earnings  on  the  rates  under  attack  were  too  high  by  calling  at- 
tention to  the  fact  that  the  comparisons  had  been  made  with 

a  in  some  cases  two  and  three  times  as  long  as  those  in- 
volved He  said  that  it  was  generally  acknowledged  that  the 

'  to  Chicag°  were  the 
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A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


MISSISSIPPI  RIVER  TRAFFIC 

Kilitor  The  Traffic  World: 

I  have  just  read  with  much  interest  your  editorial  In  your 
number  of  May  7,  "Rates  and  Business  Depression."  While  com- 
mending your  presentation  of  the  subject,  I  beg  the  privilege 
of  commenting  on  the  following  statement  contained  in  letter 
from  Mr.  Slason  Thompson,  quoted  in  your  editorial  as  follows: 

The  revival  of  river  traffic  on  the  Mississippi  is  a  myth.  It  disap- 
l>c  .-trod  forty  years  ago  when  rail  freight  rates  were  higher  than  they 
an  today,  and  all  the  river  and  harbor  appropriations  in  the  land 
cannot  make  "Humpty  Dumpty"  swim  again. 

In  the  first  place  it  is  less  than  twenty-five  years  since  the 
river  traffic  began  materially  to  decline.  In  the  next  place  the 
rates  were  not  as  high  even  forty  years  ago,  and  were  not  any- 
where near  as  high  twenty-five  years  ago,  as  they  are  today  be- 
tween St.  Louis  and  New  Orleans.  Furthermore,  it  has  been 
very  clearly  demonstrated  by  actual  operation  that  the  revival 
of  river  traffic  on  the  Mississippi  is  not  a  "myth." 

The  Mississippi-Warrior  River  Service  has  in  operation  be- 
tween St.  Louis  and  New  Orleans  seven  modern  tow  boats,  and 
forty-five  2,000  ton  steel  barges. 

This  service  was  established  over  two  years  ago,  when  the 
water  borne  traffic  at  this  port  amounted  to  substantially  120,000 
tons  annually.  In  1919  this  was  increased  to  240,000  tons.  In 
1920  it  was  344,000  tons.  I  feel  fully  warranted  in  predicting 
that  the  tonnage  for  1921  will  show  an  Increase  of  fifty  to 
seventy-five  per  cent  over  1920. 

It  is  also  gratifying  to  all  of  us  who  are  interested  in  this 
transportation  that  its  operation  is  yielding,  and  has  been  since 
January  1,  a  very  satisfactory  net  profit  on  the  investment. 
P.  W.  Coyle,  Traffic  Commissioner. 
St.  Louis  Chamber  of  Commerce. 

St.  Louis,  Mo.,  May  10,  1921. 


can  be  brought  up  before  the  railroad  and  steamship  companies 
in  general?    Something  must  be  clone  to  correct  these  evil*. 

J.  A  C.  Fischer. 
El-neat  M.  Rogell. 
New  York,  N.  Y.,  May  5,  1921. 


POOR  COMMISSION  APPOINTMENTS 

Editor  The  Traffic  World: 

You  have  recently  said  a  great  deal  about  the  Interstate 
Commerce  Commission,  with  all  of  which  I  agree.  Individuals 
having  to  do  with  traffic  are  certainly  disappointed  and  disgusted 
with  the  appointees  to  the  Commission  since  Wilson  started  to 
spoil  it. 

Newark,  N.  J.,  May  4,  1921.  James  R.  Schurz. 


UNDERPAID  RAILROAD  EMPLOYES 

Editor  The  Traffic  World: 

I  have  been  studying  the  question  regarding  the  high  cost  of 
transportation  and  also  the  reduction  of  wages  which  are  paid 
to  employes.  I  think  there  is  one  class  of  employes  working 
lor  the  railroads  who  have  always  been  underpaid.  I  am  re- 
ferring to  the  clerical  force  and  station  agents.  Other  crafts 
have  been  raised  from  40  to  100  per  cent  while  the  clerical  force 
has  only  received  an  increase  on  an  average  of  25  per  cent. 

I  think  the  wages  of  this  craft  should  stand  as  they  are 
and  not  be  reduced. 

J.  E.  Barkmeyer,  Cashier,  C.  C.  C.  &  St.  L.  Ry.  Co. 

Dayton,  Ohio,  March  6,  1921. 


HANDLING  OF  PIANOS 

Editor  The  Traffic  World: 

In  the  last  six  or  eight  months  our  organization  has  been 
compelled  to  sustain  an  unusually  large  number  of  claims  for 
concealed  damage  on  both  player  and  upright  pianos.  After 
thoroughly  investigating  and  tracing  the  source  of  this  condi- 
tion the  writer  has  come  to  the  conclusion  that  the  fault  of  the 
majority  of  these  cases  lies  with  the  carriers.  It  seems  that 
railroad  and  steamship  employes  do  not  realize  that  the  least 
drop  of  any  instrument  will  undoubtedly  render  that  particular 
instrument  unfit  for  sale. 

A  few  days  ago  one  of  our  truckmen  returned  after  deliver- 
ing two  upright  pianos  to  one  of  the  coastwise  lines  and  reported 
that  these  pianos  had  been  placed  on  their  backs  in  the  hold  of 
the  vessel.  This  has  never  been  done  before  and  no  doubt  you 
will  realize  what  this  means.  There  is  no  question  but  that 
these  pianos  will  be  turned  out  at  destination  in  a  damaged  con- 
dition due  to  their  not  being  properly  loaded.  This  is  only  one 
of  the  great  many  cases  that  we  have  to  contend  with  today. 

Is  there  no  remedy  or  is  there  no  way  in  which  this  matter 


REPLY  TO  SENATOR  SMITH 

The  Hon.  E.  D.  Smith, 

United  States  Senate, 
Washington,   D.   C. 

As  a  fellow  South  Carolinian,  although  at  present  residing 
in  Georgia,  I  am  taking  the  liberty  of  calling  your  attention  to 
certain  incongruities  appearing  in  your  speech  to  the  Senate 
April  21,  as  quoted  in  The  Traffic  World,  April  30,  regarding 
the  influence  of  the  present  freight  rates  over  commerce. 

You  state  you  are  informed  that  one  shipper  was  charged 
$90  per  car  for  a  haul  of  13  miles  on  pulpwood  In  South  Carolina, 
and  that  another  shipper  was  charged  $140  per  car  for  a  haul 
of  19  miles  on  the  same  commodity.  You  evidently  neglected 
to  verify  your  information,  as  the  present  rate  on  pulpwood  in 
South  Carolina  would  yield  only  $55.80  per  car  of  36,000  pounds 
for  a  haul  of  19  miles.  This  rate  is  made  by  using  class  "A" 
rating,  applicable  to  wood,  N.  O.  S.,  minimum  weight  36,000 
pounds,  and  the  South  Carolina  scale  provides  a  rate  of  15  cents 
per  100  pounds  for  a  haul  of  19  miles. 

As  a  member  of  the  Senate  interstate  commerce  committee 
it  must  have  come  under  your  observation  that  the  carriers  do 
not  publish  commodity  rates  on  all  commodities  between  all 
points,  as  this  course  is  obviously  impossible  account  of  the  ex- 
pense incident  to  the  publication  of  tariffs,  and  that  commodity 
rates  are  published  only  after  it  has  been  shown  that  there  is, 
or  will  be,  a  movement  on  the  rates  to  be  published.  Between 
points  where  no  commodity  rates  are  published  on  any  given 
commodity,  class  rates  are  maintained,  which  may  be  used  by 
reference  to  the  current  Conoslidated  Freight  Classification  to 
determine  the  classification  to  which  the  commodity  belongs. 

As  there  are  no  commodity  rates  on  pulpwood  in  South 
Carolina  between  the  points  referred  to,  it  would  seem  to  be  the 
proper  thing  for  the  shippers  to  apply  to  the  railroad  commis- 
sion of  South  Carolina  for  the  publication  of  such  rates — pro- 
vided, of  course,  any  movement  is  contemplated. 

As  an  indication  that  your  assumption  that  the  cases  cited 
by  you  are  representative  is  grossly  erroneous,  I  wish  to  invite 
your  attention  to  the  rates  on  pulpwood  from  Hampton,  Yarn- 
ville  and  Brunson,  S.  C.,  and  other  near-by  points,  to  Kingsport, 
Tenn.,  where  there  is  a  wood  pulp  mill,  and  consequently  a  con- 
tinuous movement  of  pulpwood.  The  rate  from  these  points  to 
Kingsport,  Tenn.,  is  $4.53  per  cord,  with  a  minimum  of  12  cords 
per  car,  making  a  per  car  charge  of  $54.36  for  haul  of  360.3  miles. 

From  your  figures  on  vegetables  from  Charleston,  S.  C.,  to 
New  York,  I  am  taking  cabbage  as  an  illustration.  A  standard 
crate  of  cabbage  weighs  100  pounds,  and  the  number  of  heads 
per  crate  will  vary  from  35  to  100,  according  to  size,  with  60 
heads  per  crate  as  a  possible  average.  You  state  that  the  rate 
on  cabbage  from  Charleston  to  New  York  is  76%c  per  100 
pounds,  from  which  it  will  be  seen  that  the  item  of  freignt  going 
into  the  per  head  cost  of  cabbage  to  the  consumer  in  New  York 
is  approximately  l*4c.  Whije  I  do  not  know  what  the  present 
retail  price  of  cabbage  is  In  New  York,  it  is  doubtless  around 
lOc,  which  would  make  the  item  of  freight  going  into  the  cost 
of  a  head  of  cabbage  sold  at  retail  in  New  York  at  from  16c  to 
20c,  Ii4c. 

I  should  also  like  to  take  this  occasion  to  invite  your  atten- 
tion to  the  fact  that  some  fifteen  acres  of  cabbage  were  recently 
plowed  under,  without  having  a  head  cut,  within  three  miles  of 
Charleston,  when  cabbage  were  selling  in  the  Charleston  city 
market  at  from  lOc  to  25c  per  head.  At  that  time  cabbages  were 
being  loaded  on  cars  for  shipment  to  New  York  at  from  $5  to 
$8  per  ton,  when  the  retail  price  in  the  city  of  Charleston,  within 
three  miles,  was  $100  per  ton. 

Possibly  some  of  your  Charleston  constituents  who  are  cry- 
ing out  in  righteous  indignation  against  the  fact  that  a  freight 
cost  of  l^c  per  head  is  keeping  their  produce  off  of  the  New 
York  market  can  explain  to  you  why  it  is  necessary  to  plow 
cabbages  under  within  three  miles  of  a  market  on  which  they 
are  retailing  at  $100  per  ton.  They  might  also  explain  the  mar- 
gin of  from  $92  to  $95  per  ton  in  the  wholesale  cost  in  the  field 
within  three  miles  of  Charleston  and  the  retail  price  In  Charles- 
ton. 

It  is  evident,  of  course,  that  in  certain  cases  freight  rates 
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.re  M  high  that  they  Interfere  with  the  movement  of  traffic   but  been  any  test 

fteUeve'that  authorities  on  this  question  agree   f  ^^ "i  reduced  divi 

are   the  exception   rather   than   the  rule^    In '  J^|  ™f  "^ "of  the  one-half  per 

wish  to  quote  an  extract  from  a  letter  from  C     innan  cia«  servlce  of  t] 
Interstate   Commerce    Commission    to   Senator   Willis 


Vol.  XXVII,  No.  20 
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safe- 


h  expense,  of  ^raUroads  consume 

dollar  earned  and   the  co«t.,ofmf»rnln/  broUBht   about  through   appro- 
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rapidly  into  the  hands   of   receivers  and   into  bankruptcy    and 
one  of  the  prime  causes  Is  that  the  rates  are  so  h  ,gh  a  s  t  B  be 
nrohibtory  and  people  cannot  do  business,     would  i 
S  to  a  very  much  greater  extent  than    you    have  evidently 
{Sough?   on  the  person    or  persons,  with  whom  you  have  been 

J.  B.  Simpson,  Commercial  Agent,  C.  C.  &  O.  Ry- 
Augusta,  Ga.,  May  4,  1921. 

FREIGHT  RATE  REVISION 

"'ta  The  TraSc  Worid  of  November  22.  1913,  there  was  pub- 
llshed  an  article  by  me  mildly  criticizing  the  then  suspended  ap- 
pllcaiion  of  the  raflroads  for  a  horizontal  percentage  increase  in 
freight  rates,  and  offering  what  seemed  a  better  plan_  That  plar 
templated  first,  a  revision  of  the  rate  structure  then  in  effecl 
by  eSish'ing  more  equitable  relationships  in  tb<  i  rates  on  differ- 
ent commodities,  and,  second,  a  method  of  WP^ng  f»ne«li» 
creases  to  avoid  disturbing  rate  relationships.  The  plan  offered 
was  in  harmony  with  that  pursued  in  bringing  the  Maine  Central 
Railroad  from  the  verge  of  bankruptcy  to  its  greatest  period  of 

"^'stockholders  and  the  public  have  been  "fed  up"  on  so  much 
propaganda  to  the  effect  that  state  and  national  governments  and 
government  operation  are  responsible  for  the  present  deplorable 
conditions  that  It  Is  hard  for  those  not  thoroughly  conversant 
with  actual  conditions  to  realize  and  believe  otherwise,  influenced, 
oftentimes  by  those  who  do  know  better  but  whose  interests  seem 
to  be  best  served  by  present  conditions.  If,  however,  there 
those  dissatisfied  with  present  conditions  who  really  desi 
to  institute  a  change  (for  it  is  the  stockholders'  job  and  not  that 
of  the  national  government)  they  can  learn  first  hand  the  att 
tude  of  the  national  government  through  the  Interstate  Com- 
merce Commission  by  a  study  of  the  testimony  and  comparing 
same  with  the  decisions  rendered  by  that  body  in  some  of  the 
cases  before  it.  In  order  to  get  a  good  perspective  to  start  with 
study  the  decisions  in  I.  C.  C.  31.  page  32,  case  No.  6569,  and 
note  what  it  says  about  "invisible  government,"  and  some  other 
interesting  matters,  and  then  see  if  it  fits  the  case  of  other 
railroads.  Case  No.  9544,  49  I.  C.  C.  502,  and  case  No.  9953, 
49  I  C  C  421,  will  prove  interesting.  In  both  these  cases  the 
Commission  gave  the  railroads  better  than  they  asked  for  in  so 
far  as  it  could  without  violating  the  law. 

In  the  latter,  known  as  the  New  England  class  rate  case, 
the  Commission  gave  the  roads  the  so-called  Disque  scale  of 
class  rates—  a  scale  much  superior  to  what  the  railroads  asked 
for.  both  for  the  railroads  and  for  the  shipping  public.  It,  how- 
ever, was  then  and  is  now  wholly  inadequate  for  the  needs  of 
the  carriers  either  in  New  England  or  in  Trunk  Line  and  Central 
Freight  Association  territory,  where  it  is  operative.  An  exten- 
sion of  the  fundamental  change  embodied  in  this  scale  will  solve 
the  financial  difficulties  of  the  whole  national  transportation  sys- 
tem, and  relieve  commerce  and  industry  of  some  of  the  difficulties 
responsible  for  present  conditions  and  that  are  retarding  recovery. 
This  scale  was  worked  out  by  Examiner  Disque  from  the  impos- 
sible proposal  offered  the  Commission  for  consideration  by  the 
Central  Freight  Association  roads.  It  is  the  best  contribution 
yet  made  toward  a  rate  structure  adequate  for  the  needs  of  the 
carriers  and  at  the  same  time  fair  to  the  public,  and,  mark  you, 
It  came  from  the  Commission,  not  from  the  railroads. 

Case  No.  4743,  39  I.  C.  C.  162.  is  one  where  the  Commission 
tried  to  help  -the  railroads,  but  the  latter  absolutely  refused  such 
assistance  and  the  Commission  had  no  alternative,  but  to  decide 
against  the  railroads.  I.  and  S.  No.  869,  42  I.  C.  C.  241,  actually 
condemns  the  railroads'  poor  handling  of  the  case  in  the  wording 
of  its  decision.  Note  It  is  easy  for  a  railroad  management  to 
"throw"  a  case  when  desirable  for  any  reason  and  then  blame 
the  Commission  successfully,  since  few  "outsiders"  see  the  testi- 
mony. 

If  there  are  any  who  believe  the  present  financial  con- 
dition of  the  railroads  is  due  to  government  operation,  and  that 
the  government  Just  "dumped"  the  roads  back  on  their  owners, 
wrecked  and  destroyed,  without  provision  for  the  safety  of  secur- 
ity owners  and  the  public,  take  the  trouble  to  study  the  Esch- 
CummlriH  act  yourself,  put  your  own  interpretation  on  the  vital 
provisions  of  that  law,  and  if  anyone  disputes  your  opinion 
in  regard  to  its  provisions  for  the  full  protection  of  the  security 
owners'  interests  and  that  of  the  public,  ask  him  if  there  has 


The  nrst  ana  most  needed  change  of  policy  by  the  railroads 
is  revision  of  the  existing  rate  structure    .Chairman  C  ark    o 
the  Commission,  in  a  recent  speech  voiced  this  need f «  Ms  uaial 
clear  way  when  he  said:    "Some  rates  are  too  high  to  Permit  th. 
free  movement  of  traffic.     Some  are   unreasonably   low 
rLTrtSTta  a  nut  shell,  and  it  is  the  business  of    he  rail- 
roads to  correct  it,  not  a  responsibility  of  the  government    When 
t  costs  more  for  transportation  to  move  from  producer  to  cor 
si!  "er a  breakfast  melon  that  should  retail  for  ten  cents,  than 
it  does  a  pair  of  shoes  that  retail  for  from  five  to  ten  dollars 
here    is    something    radically    wrong.      Another    phase    of    the 
present  mal-adjustment  of  rates  that  is  seriously  affecting  shoe 
manufacturers  and  others,  is  the  unfair  and  changing  rela 
ship  of  rates  from  different  points  of  production  to  a  common 
market  or  distributing  point. 

Lav  the  burden  of  transportation  costs  fairly  and  equitably 
on  commerce  and  industry  and  there  can  be  realized  more  in- 
come than  railroads  can    legitimately    use,    with    no    result! 
economic  strain.    How  absurd  the  thought  that  this  great  nation 
cannot  support  its  transportation  system,  when  we  consider  t 
billions  of  dollars  spent  on  luxuries  and  non-essentials. 

The  second  great  need  is  a  method  of  increasing  or  reduc- 
ing rates  in  a  general  movement  to  meet  current  changes 
operating  expense,  without  upsetting  commercial  and  industi 
competitive  conditions.     Under  the  present  "horizontal  percenl 
age"  method  the  highest  rate  gets  the  biggest  increase, 
the  melon  every  time,  while  the  shoe  doesn't  notice  it. 
creases  the  handicap  of  a  manufacturer  paying  the  highest  rate. 
Secretary  Hoover  voiced  this  unfair  result  in  his  recent  lett 
Senator  Capper.    This  method  of  increasing  freight  rates  is  starv- 
ing the  railroads  and  strangling  industry. 

The  remedy  for  all  these  transportation  ills  is  wholly  with- 
in the  power  of  the  stockholder,  the  government  having  providec 
ample  protection  to  both  the  stockholder  and  the  public,  comp 
ling  fairness  each  toward  the  other.     Directors  are  selected  ] 
choose  and  direct  the  management.     If  the  management  fail  in 
its  duty  to  successfully  operate  the  property  in  the  interest 
the  stockholder  and  the  public,  it  is  the  duty  of  the  directors  to 
select   a   management   that   will    accomplish    this    objective, 
the  directors  fail  to  do  their  duty,  it  is  the  stockholders'  privi- 
lege and  duty  to  elect  as  directors  those   who   will   see  that  a 
proper  management  is  selected  and  held  accountable  for  satis 
factory  results.     In  this  the  stockholders  should  have  the  sup- 
port and  advice  of  state  and  national  governing  bodies  and  offi- 
cials, whose  desire  is  to  protect  all  the  people's  interests.    Com- 
mercial and  industrial  interests  should  be  asked  for  and  should 
give  their  best  support  and  advice,  since  such  interests  are  vitally 
affected.     When  savings  banks   and   trust  companies   are  stock 
holders,  their  managements  should  take  an  active  interest  aided 
and  supported  by  their  depositors.     If  insurance  companies  hold 
stock,  their  managements  should  be  active,  aided  and  supported 
by  those  insured.    The  interest  return  to  depositors  and  the  cost 
of  insurance  is  influenced  by  the  income  on  securities  in  which 
the  funds  of  savings  banks  and  insurance  companies  are  invested. 
Any  failure  on  the  part  of  a  railroad  management  to  properly  safe- 
guard its  security  owners'  interests,  not  only  affects  the  individual 
stockholder  but  also  depositors  in  savings  banks  and  trust  com- 
panies, patrons  of  insurance  companies,  and  many  public  philan- 
thropic institutions,   charitable,   educational   and    religious.     In- 
stead of  only  a  few  being  interested  in  this  railroad  situation  as 
sometimes  seems  desirable  by  certain  interests,  nearly  everyone 
is  interested,  and  a  large  voice  with  an  expressed  determination 
for  action  should   bring  desired   results. 

If  this  fails,  then,  in  the  public  interest,  Congress  would  b 
justified  in  delegating  to  some  properly  constituted  authority, 
perhaps  the  Commission,  power  to  remove  a  management  not 
"honest,  efficient  and  economical" — a  power  that  would  perhaps 
have  a  constantly  healthful  influence,  but  need  be  rarely  exer- 
cised. The  public  has  a  far  greater  interest  than  merely  the 
financial  aspect,  since  insolvency  means  failure  and  failure  is 
disheartening  to  every  worthwhile  employe  on  a  railroad  payroll. 
This  destroys  morale  and  means  poor  service,  which  is  the  most 
disastrous  economic  burden  that  can  be  imposed  upon  commercial 
activity  of  every  nature.  Again,  financial  failure,  whether 
through  incompetence  or  design,  breeds  a  system  of  discipline 
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tluii  comprls  loyally  in  tin-  personal  Interest  of  executives  and 
•ubordlnate  officials,  rather  than  loyalty  ID  the  public  service,  and 
puts  a  premium  on  Inefficiency  If  only  subservient,  rather  than 
upon  intelligent,  manly  Initiative  and  accomplishment.  Solvency 
or  insolvency,  good  service  or  poor  service  are  not  accidental. 

Using  the  words  of  the  Each-Cummins  law,  any  "honest,  effi- 
cient and  economical"  railroad  management  can  produce  divi- 
dends under  that  law,  through  an  adjustment  of  freight  rates 
that  will  lessen  the  present  economic  distress,  and  furnish  a 
service  incomparably  helpful,  since  the  best  service  the  public 
(an  reasonably  expect  is  the  least  expensive  for  a  railroad  to 
furnish.  These  are  all  demonstrable  facts  open  to  any  who  may 
'crested.  W.  K.  Sanderson. 

Portland,  Maine,  May  4,  1921. 


Personal  Notes 


Johnston  B.  Campbell  of  Spokane,  one  of  the  newly  appointed 
interstate  commerce  commissioners,  was  born  near  Stillwater, 
Minn.,  and  lived  on  a  farm  near  that  place  until  he  was  21  years 
old,  dividing  his  time  between  farming  and  getting  a  high  school 
education.  He  was  graduated  from  the  University  of  Minnesota 


JOHNSTON    B.  CAMPBELL 

in  1890,  having  taken  two  years  of  the  academic  course  and 
two  years  of  law. 

Mr.  Campbell  began  the  practice  of  law  at  Duluth  in  the 
spring  of  1891  and  continued  there  until  1898  when  he  went  to 
Moprehead,  Minn.,  to  take  over  the  law  business  of  W.  B.  Douglas, 
who  had  been  elected  attorney-general  of  Minnesota  the  preced- 
ins  year. 

In  all  the  years  of  his  law  practice  Mr.  Campbell  thought 
it  necessary  to  maintain  some  kind  of  connection  with  farming, 
so  he  bought  a  farm  near  Tekoa  before  yielding  to  the  repre- 
sentations of  Duluth  friends  who  told  him  that  Spokane  was  the 
place  for  him  and  his  mixed  love  for  law  and  farming.  In 
1903  he  went  to  Spokane,  and  he  has  continued  there  ever  since, 
being  one  of  the  organizers  of  the  merchants'  association  at  that 
place.  The  central  thought  in  the  organization  of  that  associa- 
tion was  that  the  merchants  should  be  organized  so  that  in  the 
event  any  one  of  them  fell  into  financial  trouble  he  could  have 


Ms  affairs  settled  without  having  all  hi*  asMU  coniumed  by 
settlement  fee*. 

A  year  after  he  went  to  Spokane,  Mr.  Campbell  became  M- 
sociated  with  H.  M.  Stephens  In  the  Spokane  case,  which  wu 
then  thirteen  years  old,  being  one  of  the  flrnt  Initiated  after 
the  creation  of  the  Commission  In  1887.  Since  that  time,  a* 
witness  and  as  attorney,  he  has  been  Identified  with  It  In  all 
Its  phases.  Spokane  has  fought  all  the  time  against  the  con- 
tlnuance  of  the  theory  of  rate-making  to  the  Interior,  but  never 
attained  the  highest  ambition  of  the  Interior  point,  which  IB 
that  It  shall  be  on  a  graded  scale  with  the  rate  at  the  more  dis- 
tant, point  higher  than  the  rate  at  the  Intermediate  destination. 
Spokane  attained  that  degree  of  success  which  Is  represented  by 
a  rate  no  higher  than  the  rate  at  the  more  distant  point  That  Is 
the  high-water  mark  of  the  fight,  of  the  Interior  against  the 
terminal  rate.  That  was  reached  when  the  Commission  held 
there  was  neither  potential  nor  actual  competition  by  water  and 
that,  therefore,  the  carriers  were  not  entitled  to  any  relief  for 
rates  at  Intermediate  points  than  at  the  more  distant  points, 
which,  in  the  Spokane  case,  meant  the  Pacific  coast  terminal 
cities. 

The  work  of  Mr.  Campbell,  while  a  resident  of  Spokane,  was 
confined  almost  wholly  to  work  for  the  association  In  its  com- 
mercial difficulties  and  the  rate  case  in  which  Spokane  has  fought 
for  the  opportunity  to  become  something  of  a  manufacturing 
and  a  jobbing  center,  in  competition  with  the  coast  cities  on 
the  west,  the  twin  cities,  Chicago  and  Missouri  River  cities  on 
the  east. 

Under  federal  control  of  the  railroads  he  served  as  a  repre- 
sentative of  the  shippers  on  the  Portland  district  traffic  com- 
mittees. 

Benjamin  S.  Dowdell,  formerly  special  representative  of  the 
traffic  department  of  the  E.  I.  du  Pont  de  Nemours  Company, 
has  been  appointed  secretary  of  the  Chamber  of  Commerce  at 
Elklns,  W.  Va. 

H.  L.  Keown,  formerly  chief  clerk  to  Edwin  F.  Sellers,  traf- 
fic manager  of  Harrison  Brothers,  Inc.,  Philadelphia,  has  been 
appointed  traffic  manager  for  the  Jessup  and  Moore  Paper  Com- 
pany of  Philadelphia. 

W.  J.  Gorman,  general  traffic  manager  for  the  U.  S.  Food 
Products  Corporation,  will  hereafter  be  located  at  that  com- 
pany's new  general  offices  in  New  York  City.  Under  Mr.  Gor- 
man's supervision  the  traffic  will  be  subdivided  as  follows: 
Charles  W.  Brandon,  eastern  traffic  manager,  New  York  City; 
W.  B.  Metcalf,  western  traffic  manager,  Peoria,  111.;  J.  B.  Owen, 
southern  traffic  agent,  New  Orleans. 

W.  D.  Cook  has  been  appointed  general  freight  agent  for 
the  Gulf  and  Ship  Island  Railroad  Company  at  Gulfport,  Miss. 

F.  W.  Sedgwick  has  been  appointed  general  agent  for  the 
Southern  Pacific  Lines  at  Denver,  succeeding  L.  B.  Banks, 
promoted. 

D.  P.  Skinner  has  been  appointed  western  dairy  agent  for 
the  Merchants  Despatch  Dairy  Line  at  Chicago,  vice  George  B. 
Horr,  who  died. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

Members  of  the  Traffic  Club  of  Syracuse  have  been  invited 
to  visit  the  Rochester  Traffic  Council,  May  18.  Special  trains 
are  to  carry  the  guests  to  Rochester  and  a  program  of  enter- 
tainment, including  an  automobile  tour  of  the  city,  has  been  ar- 
ranged. The  visitors  will  be  the  guests  of  the  Rochester  & 
Syracuse  Railway  at  a  dinner  to  be  given  at  the  Rochester 
Chamber  of  Commerce  in  the  evening. 

At  the  dinner  of  the  Traffic  Club  of  Kalamazoo,  at  the  Park- 
American  Hotel,  April  24,  the  chief  speakers  were  John  C. 
Hoekje,  of  the  Western  State  Normal  School,  who  spoke  on 
"Necessary  Ingredients,"  and  James  Webster,  assistant  traffic 
manager  of  the  New  York  Central,  whose  subject  was  "Present- 
day  Transportation  Problems."  Other  speakers  included  E.  C. 
Nettles,  president  of  the  Battle  Creek  Traffic  Club:  P.  C. 
Thompson,  president  of  the  Grand  Rapids  Traffic  Club;  W.  C. 
Maxwell,  general  freight  agent  for  the  New  York  Central,  and 
W.  H.  Splcer,  assistant  general  freight  agent  for  the  Grand 
Trunk  Railway. 

At  the  regular  meeting  of  the  York  Traffic  Club,  York,  Pa., 
May  12,  Grier  Hersh,  president  of  the  York  National  Bank, 
spoke  on  the  subject  of  "Financing  Foreign  Trade  Corporations." 

The  Pittsburgh  Unit  of  the  Traffic  Group  of  the  National 
Retail  Dry  Goods  Association  held  its  monthly  meeting  at  the 
General  Forbes  Hotel,  May  11.  The  business,  meeting  was  fol- 
lowed by  an  address  by  D.  L.  Wells,  general  agent  for  the  Erie 
Railroad,  on  the  present  rate  situation  and  its  relation  to 
business. 

The  Traffic  Club  of  Utlca  met  May  10  at  the  Baggs  Hotel 
for  the  first  of  its  dinner  conferences.  C.  R.  Berry,  traffic  man- 
ager of  the  Brown-Lipe  Gear  Company.  Syracuse,  spoke  on 
"Industrial  Traffic  Management."  and  Frank  H.  Pyke,  P.  F.  A.. 
D.  L.  &  W.  R.  R.  Co.,  on  "New  York  Harbor  Situation."  It  is 
planned  to  hold  all  meetings  in  this  form  in  the  future  on  the 
second  Tuesday  of  each  month. 
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LOADING  OF  REVENUE  FREIGHT 

The  Tragic  World  Washington  Bureau 

A.  substantial  Increase  In  the  number  of  cars  of  revenue 
freight  loaded  was  reported  In  the  week  ended  April  30,  when 
the  total  was  721,997  cars,  as  compared  with  704,527  cars  In 
the  preceding  week,  an  increase  of  17,470,  according  to  the 
weekly  compilation  of  the  car  service  division  of  the  American 
Railway  Association.  In  the  corresponding  weeks  of  1920  and 
1919  the  totals  were  800,960  and  752,362,  respectively. 

The  loading  by  districts  in  the  week  ended  April  30  and 
the  corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  6,111  and 
4,806;  live  stock.  2,722  and  2,665;  coal,  38,285  and  48,745;  coke, 
889  and  2,090;  forest  products,  5,578  and  7,977;  ore,  919  and 
3,260;  merchandise,  L.  C.  L.,  56,310  and  31,698;  miscellaneous, 
67,310  and  82,409;  total.  1921,  178,124;  1920,  183,650;  1919,  185,- 
122. 

Allegheny  district:  Grain  and  grain  products,  2,776  and 
2,355;  live  stock,  3,085  and  2,697;  coal,  44,126  and  51,492;  coke, 
2,477  and  6,674;  forest  products,  2,306  and  3,192;  ore,  950  and 
5,399;  merchandise,  L.  C.  L.,  42,427  and  34,887;  miscellaneous, 
46,958  and  60,403;  total,  1921,  145,105;  1920,  167,099;  1919, 
155,838. 

Pocahontas  district:  Grain  and  grain  products,  118  and 
157;  live  stock,  86  and  60;  coal,  19,095  and  16,165;  coke,  54  and 
618;  forest  products,  1,355  and  1,868;  ore,  25  and  236;  mer- 
chandise, L.  C.  L.,  2,634  and  177;  miscellaneous,  5,838  and  9,386; 
total,  1921,  29,205;  1920,  28,667;  1919,  34,181. 

Southern  district:  Grain  and  grain  products,  3,102  and 
2,600;  live  stock,  2,021  and  2,225;  coal,  19,953  and  21,982;  coke, 
485  and  150;  forest  products,  14,724  and  19,063;  ore,  724  and 
2,659;  merchandise,  L.  C.  L.,  38,077  and  26,039;  miscellaneous, 
33.239  and  52,629;  total,  1921,  112,325;  1920,  127,347;  1919, 
111,949. 

Northwestern  district:  Grain  and  grain  products,  8,579  and 
8,846;  live  stock,  8,255  and  7,267;  coal,  3,723  and  7,074;  coke, 
445  and  905;  forest  products,  14,296  and  21,191;  ore,  3,870  and 
14,004;  merchandise,  L.  C.  L.,  27,690  and  20,935;  miscellaneous, 
29,952  and  42,118;  total,  1921,  96,810;  1920,  122,340;  1919,  113,775. 

Central  Western  district:  Grain  and  grain  products,  9,354 
and  7,324;  live  stock,  11.388  and  12,593;  coal,  15,464  and  17,532; 
coke,  158  and  391;  forest  products,  4,229  and  6,094;  ore,  576 
and  2,680;  merchandise,  L.  C.  L.,  30,199  and  21,610;  miscel- 
laneous, 31,815  and  43,369;  total,  1921,  103,183;  1920,  111,593; 
1919,  99,196. 

Southwestern  district:  Grain  and  grain  products,  4,386  and 
3,434;  live  stock,  2,352  and  2,878;  coal,  4,364  and  5,728;  coke, 
151  and  114;  forest  products,  6,066  and  7,054;  ore,  661  and  576; 
merchandise,  L.  C.  L.,  16,455  and  15,895;  miscellaneous,  22,810 
and  24,585;  total,  1921,  57,245;  1920,  60,264;  1919,  52,301. 

Total,  all  roads:  Grain  and  grain  products,  34,426  and  29,- 
522;  live  stock,  29,909  and  30,385;  coal,  145,010  and  168,718; 
coke,  4,659  and  10,942;  forest  products,  48,554  and  66,439;  ore 
7,725  and  28,814;  merchandise,  L.  C.  L.,  213,792  and  151,241; 
miscellaneous,  237,922  and  314,899;  total,  1921,  721,997;  1920, 
800,960;  1919,  752,362. 

Revenue  freight  loaded  in  the  week  ended  April  23  amounted 
to  704,527  cars,  an  increase  of  631  cars  over  the  preceding  week. 

The  loading  by  districts  in  the  week  ended  April  23  and  the 
corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  5,294  and  4,346; 
live  stock,  2,769  and  2,868;  coal,  37,138  and  44,339;  coke,  797  and 
1,595;  forest  products.  5,482  and  7,201;  ore,  873  and  2,571;  mer- 
chandise, L.  C.  L.,  55.545  and  27,937;  miscellaneous,  64,400  and  65- 
498;  total,  1921,  172,298;  1920,  156,355;  1919,  169,471. 

Allegheny  district:  Grain  and  grain  products,  2,481  and 
1,661;  live  stock,  3,166  and  2,971;  coal,  42,976  and  43,544;  coke 
2,377  and  4,894;  forest  products,  2,328  and  2,654;  ore,  826  and 
5.000;  merchandise,  L.  C.  L.,  42,240  and  31,676;  miscellaneous 
46,546  and  49,304;  total,  1921,  142,940;  1920,  141,704;  1919,  140,308! 

Pocahontas  district:     Grain  and  grain  products,  99  and' 89- 
live  stock,  92  and  115;    coal,  17,643  and   18,396;   coke,  32  and 
forest   products,   1,274   and    1,618;    ore,   17   and   251;    mer- 
chandise, L>  C.  L.,  2,555  and  150;  miscellaneous,  6,469  and  8493- 
total.  1921,  28,181;  1920,  29,769;  1919,  33,893. 

Southern  district:  Grain  and  grain  products,  2  831  and 
live  stock,  2,073  and  2,401;  coal,  19,105  and  21062-  coke 
»65  and  140;  forest  products,  12,936  and  17,144;  ore  805  and  2  636-' 
merchandise,  L.  C.  L.,  37,971  and  33,788;  miscellaneous,  36702 
and  43,655;  total,  1921,  112,988;  1920,  123,447;  1919  112057 
*  .N°rtnwe8tern  district:  Grain  and  grain  products,  8,407  and 
,774;  live  stock,  7,246  and  7,969;  coal,  3,296  and  7,130;  coke  529 
and  841;  forest  products.  14,062  and  20.498;  ore,  1,888  and  7773- 
merchandise.  L.  C.  L.,  26,744  and  20,024;  miscellaneous  28756 
and  37,992;  total,  1921,  90,928;  1920,  110,001;  1919  103129 
>„*  «e.n,oral,,We8ter?  dlstrlct:  Grain  and  grain  products,  9,029 

v     i«:  liJe,0\tOCk'  n'844  and  12'678:  coal-  14-2°5  and  16,244; 
coke   155  and  395;  forest  products,  4,378  and  4,777;  ore   737  and 
.586;  merchandise,  L.  C.  L.,  30,191  and  19,423;  miscellaneous  29 
369  and  38.279;  total.  1921,  99.908;  1920,  lbo,82lT  1919   100  257 
Southwestern  district:     Grain  and  grain  products,  4,574  and 


3335;  live  stock,  2,412  and  2,655;  coal,  4,213  and  5,050;  coke,  140 
and  162;  forest  products,  6,251  and  6,180;  ore,  545  and  440;  mer- 
chandise L  C.  L,.,  16,381  and  14,989;  miscellaneous,  22,768  and 
22864-  total,  1921,  57,284;  1920,  55,675;  1919,  55,927. 

Total,  all  roads:  Grain  and  grain  products,  32,715  and  26,- 
265;  live  stock,  29,602  and  31,657;  coal,  138,576  and  155,765;  coke, 
4,595  and  8,684;  forest  products,  46,711  and  60,072;  ore,  5,691  and 
21257-  merchandise,  L.  C.  L.,  211,627  and  147,987;  miscellaneous, 
235,010  and  266,085;  total,  1921,  704,527;  1920,  717,772;  1919, 
715,042. 

!>.  C.  L.  merchandise  loading  figures  for  1921  and  1920  are  not 
comparable  as  some  roads  are  not  able  to  separate  their  L,.  C.  L,. 
freight  and  miscellaneous  of  1020.  Add  merchandise  and  miscel- 
laneous figures  to  get  a  fair  comparison. 

OPERATING  STATISTICS 

The  Traffic  World  Washington  Bureau 

Comparative  freight  and  passenger  service  operating  sta- 
tistics of  class  I  roads  in  the  United  States,  exclusive  of  switch- 
ing and  terminal  companies  for  January,  1921,  and  1920,  issued 
by  the  Bureau  of  Statistics  of  the  Commission,  show  that  net 
tons  per  loaded  car  amounted  to  30.2  tons  in  January,  as  against 
28.3  tons  in  January,  1920.  Net  ton  miles  per  car  day  numbered 
403,  as  against  456  in  January,  1920;  car  miles  per  car  day 
amounted  to  23.2,  as  against  22.8  in  January,  1920.  The  per 
cent  of  unserviceable  of  total  cars  on  line  amounted  to  8.7,  as 
against  6.5  in  January,  1920.  The  total  of  cars  owned  was 
2,348,769,  as  against  2,365,052  in  January,  1920,  a  decrease  of 
16,283. 

Revenue  traffic  statistics  issued  by  the  bureau  showed  a 
total  of  freight  revenue  of  $323,063,453  in  January,  as  compared 
with  $310,393,713  in  January,  1920.  The  miles  per  revenue  ton 
per  road  was  187.62,  as  against  182.10  in  1920.  The  revenue  per 
ton  mile  was  1.210  cents,  as  against  0.969  cent  in  1920.  The 
revenue  per  ton  per  road  was  $2.27,  as  against  $1.77  in  January, 
1920. 

Revenue  tons  carried  one  mile  numbered  26,700,000,000,  as 
against  32,016,000,000  in  January,  1920.  Revenue  tons  carried 
amounted  to  142,312,000,  as  against  175,820,000  in  January,  1920. 

Passenger  revenue  totaled  $104,638,293,  as  against  $91,471,- 
969  in  January,  1920.  Revenue  passengers  carried  totaled  93,- 
309,000,  as  against  97,387,000  in  January,  1920.  Revenue  passen- 
gers carried  one  mile  totaled  3,358,000,000,  as  against  3,501,000,- 
000  in  January,  1920.  Miles  per  passenger  per  road  amounted 
to  35.99,  as  against  35.95  in  January,  1920.  Revenue  per  pas- 
senger mile  amounted  to  3.116  cents,  as  against  2.614  cents  in 
January,  1920. 

Freight  and  passenger  operating  statistics  for  February  and 
for  the  two  months  of  the  current  year  ended  with  February  were 
given  out  by  the  Commission  May  11.  They  show  that  in  Febru- 
ary the  freight  train-miles,  comparing  February,  1920,  with  the 
corresponding  month  of  this  year,  fell  from  48,828,000  to  40,345,- 
000  and  the  freight  locomotive  miles  from  52,657,000  to  43,334,- 
000;  the  number  of  cars  owned  by  the  reporting  carrier  com- 
panies fell  from  2,367,217  to  2,336,370;  the  percentage  of  unserv- 
iceable cars  increased  from  6.5  to  9.8  per  cent;  the  car  miles 
per  car-day  decreased  from  22.3  to  21.3,  the  net  ton  miles  per 
car-day  fell  from  454  to  370;  the  net  tons  per  loaded  car  increased 
from  28.3  to  28.4  and  the  cars  per  train  from  34.2  to  36.6. 

In  the  two  months'  period  the  train-miles  fell  from  102,372,000 
to  88,645,000;  the  locomotive-miles  from  110,798,000  to  95,372,000; 
the  loaded  car-miles  from  2,400,201,000  to  1,866,517,000  and  the 
empty  car-miles  increased  from  967,005,000  to  1,289,030,000;  the 
number  of  cars  owned  by  the  reporting  companies  fell  from  2,- 
375,570  to  2,341,195;  the  percentage  of  unserviceable  locomotives 
fell  from  25.8  to  24.7  per  cent;  the  percentage  of  unserviceable 
cars  increased  from  6.5  to  9.3  per  cent;  car-miles  per  car-day  fell 
from  22.6  to  22.3;  the  net  ton-miles  per  car-day  declined  from 
4.55  to  3.87;  the  net  tons  per  loaded  car  increased  from  28.3  to 
29.3  and  the  number  of  cars  per  train  rose  from  33.9  to  36.6. 

Further  indications  of  the  decline  in  business  in  February 
are  afforded  by  the  facts  that  the  net  ton-miles  decreased  in 
February  from  32,958,000  to  24,915,000,  and  the  train-hours  fell 
from  4,558,044  to  3,441,063.  The  average  number  of  freight  cars 
on  line  daily,  which  embraces  privately  owned  cars,  declined 
from  2,502,373  to  2,408,500;  the  number  of  cars  on  storage  tracks 
increased  from  16,297  to  316,608.  The  traffic  density,  as  measured 
by  net-ton  miles  per  mile  of  road  per  day  declined  from  4,909  to 
3,829;  the  net  tons  of  coal  consumed  fell  from  7,505,975  to  5,792,- 
500. 

In  the  two  months  ended  with  February  the  net-ton  miles 

of  revenue  and  non-revenue  freight  declined  from  67,938,000  to 

54,738,000,  and   the  train  hours  fell   from  9,675,896  to  7,683,455. 

The  traffic  density  decreased  from  4,892  net-ton  miles  per  mile  of 

'6  5^+  ^"Ki  fis>"4  8nd  the  consumPtlon  of  coal  fel1  from  15--  ! 

In,oF,eob,r^ry>  the  number  of  passenger  train  miles  decreased  , 
from  42  484,000  to  42,197,000;  the  passenger  train  car  miles  de-  i 

iased  from  263 £96 -000  to  261,361,000;  the  coal  consumption  de- 
creased from  2,795,269  to  2,575,080. 

,nnhn  tne  passenger  train  miles  increased  from 
->0  „:.  }_  e  .Passenger  train  car  miles  increased 
;   and  the  coal  consumption   fell 


from  5,825,944  to  5.528,011. 
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THE    TRAFFIC     WORLD 


Questions  and  Answers 

In  th!«  department  will  be  answered  questions  of  both  Irisl  and 
practical  nature  that  confront  persons  dealing  with  traffic  A  SMcUUi 
on  interstate  commerce  law.  who  ii  a  member  of  our  legal'  department 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immrdiate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  ae'vice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated 

Address  Questions  and  Answers  Department, 
Tr.fflc  Barrio  Corporation,  Colorado  Building,  Washington,  D.  C. 


Incidental  Damages — Liability  of  Carrier 
Michigan. — Question:  Under  date  of  July  21,  1920,  we  filed 
a  claim  with  Railroad  "A"  of  this  city  to  cover  repair  costs  and 
expenses  incident  to  repair  on  the  machine  received  from  a  point 
in  the  East.  We  have  outlined  in  complete  detail  the  circum- 
stances surrounding  this  damage,  and  have  further  explained 
that  it  was  necessary  to  have  a  factory  representative  come  to 
Detroit  with  necessary  parts,  and  make  the  repairs  here,  to  avoid 
the  long  delay  in  returning  the  machine  to  the  factory  and  then 
back  to  us. 

The  total  amount  of  our  claim  is  $224.90.  Included  in  this 
amount  is  the  item  of  $113.90,  which  represents  expenses  of  the 
factory  man  to  and  from  Detroit.  The  carrier  has  taken  excep- 
tion to  this  item,  stating  that  they  are  not  liable  for  this  charge, 
but  will  not  quote  us  any  authority  for  declining  to  assume  it. 
We  have  appealed  to  them  from  various  angles,  but  the  only 
satisfaction  we  can  get  is  "carriers  are  not  liable  for  same,  and 
that  it  will  be  necessary  for  us  to  eliminate  it  from  our  claim." 
We  cannot  do  this,  as  our  profit  on  the  machine  is  less  than 
the  amount  in  question;  also  that  we  have  paid  the  manufac- 
turer this  amount. 

Our  local  manufacturers'  association  have  declined  to  ren- 
der an  opinion  by  reason  of  the  fact  that  their  attorney  is  coun- 
sel for  the  carrier  against  whom  we  have  filed  this  claim.  The 
writer  has  made  extensive  investigation  and  search  through 
Commission  rulings,  but  can  find  nothing  bearing  on  a  similar 
case,  and  we  are  somewhat  at  loss  to  know  just  what  steps  to 
take  in  conclusion  of  this  affair.  What  course  can  we  pursue 
to  bring  this  item  to  a  close;  also  if  possibile  quote  an  Inter- 
state Commerce  Commission  ruling  which  covers  an  issue  of 
this  nature. 

Answer:  There  is  abundant  authority  for  holding  that  the 
plaintiff  can  recover,  as  a  part  of  his  damages,  expenses  reason- 
ably incurred  in  efforts  to  restore  property  to  its  former  condi- 
tion, and  the  rule  proceeds  upon  the  principle  that  it  is  the  duty 
of  the  owner  to  make  efforts  to  avoid  or  diminish  his  loss.  Rail- 
way vs.  Keith  (Texas),  11  S.  W.  1117;  Keyes  vs.  Railway  Co. 
(Minn.),  30  N.  W.  888;  Sullivan  vs.  Arnett  (Ind.),  19  N.  E.  299; 
Railway  Co.  vs.  Briggs  (Ark.),  6  S.  W.  724. 

The  plaintiff  may  recover  what  it  cost  to  put  goods  in  a 
salable  condition  after  its  arrival  at  the  place  of  consignment, 
it  appearing  that  such  expenditure  was  beneficial  to  the  defend- 
ants, by  reducing  the  damages  which  they  would  otherwise  have 
sustained  under  the  operations  of  the  general  rule.  Winne  vs. 
111.  Cent.  R.  R.  Co.,  31  Iowa  583. 

The  plaintiff  may  recover  reasonable  expenses  incurred  in 
an  effort  to  restore  injured  property  to  its  former  condition,  the 
expense  incurred  in  lessening  the  loss,  and  the  cost  of  efforts 
made  for  the  recovery  of  lost  property.  Galveston,  etc.,  R,  Co. 
vs.  Tuckett  (Texas  Civ.  App.),  25  S.  W.  679;  Winne  vs.  111.  Cent. 
R.  Co.,  31  Iowa  583. 

In  Robertson  vs.  National  S.  S.  Co.,  17  N.  Y.  S.  459,  the 
Superior  Court  of  New  York  City  said:  "In  such  a  case,  the 
measure  of  damages  for  injury  to  the  goods  is  their  value  at 
the  place  of  destination,  at  the  time  they  should  have  been 
delivered  pursuant  to  the  contract,  and  in  the  condition  the 
carrier  undertook  to  deliver  them,  less  the  price  to  be  paid  for 
his  services;  but,  where  the  injury  to  the  goods  is  lessened  by 
the  action  of  the  plaintiff,  the  carrier  should  only  be  charged 
with  actual  loss,  and  the  plaintiff  should  be  allowed  the  expenses 
incurred  in  so  doing. 

You  can  readily  see  from  the  foregoing  cases  that  there  is 
a  duty  resting  upon  the  consignee  to  use  every  reasonable  effort 
to  prevent  further  damage  to  a  shipment  which  has  been  dam- 
aged through  the  negligence  of  the  carriers,  and  there  is  no 
question  as  to  the  carrier  liability  for  such  additional  expenses 
necessary  to  put  the  shipment  in  the  proper  condition. 

Having  justified  your  position  by  legal  authority,  the  only 
question  remaining  is  whether  your  expenses  for  labor,  etc.,  were 
reasonable.  This  question  is  one  which  is  entirely  within  the 
province  of  a  Jury  to  decide. 

Order-Notify  Shipments — Collection  of  Purchase  Price  by  Carrier 
Ohio. — Question:     A  carload  shipment  is  billed  to  the  ship- 
per's  order,  notify   consignee   at   destination.     As   is  usual,  the 


terms  of  the  purchase  are  arrival  draft  with  bill  of  lading1 
attached.  The  car  arrived  at  destination  and  the  shipper  failed 
to  have  hla  draft  with  bill  of  lading  attached  In  the  consignee's 
bank  at  destination.  The  shipper  upon  receiving  advice  from 
the  consignee  that  car  has  arrived  and  no  papers  on  hand,  de- 
livers the  original  bill  of  lading  to  a  general  agent  of  the  dellv- 
erlng  line,  who  la  located  In  the  shipper's  city,  with  instructions 
that  the  car  be  released  to  the  consignee  upon  the  receipt  of 
a  certified  check  made  out  to  the  order  of  the  shipper  for  the 
invoice  price  of  the  goods. 

Was  It  lawful  for  the  general  agent  of  the  delivering  line 
to  accept  the  bill  of  lading  from  the  shipper  with  the  under- 
standing that  the  carrier  was  to  collect  the  Invoice  price  of  the 
goods  from  the  consignee  before  releasing  the  car;  that  Is, 
should  the  carrier  obligate  itself  In  the  capacity  of  a  collection 
agency?  If  so,  Is  there  no  court  decision  or  Commission  ruling 
to  support  this  and,  if  not,  what  time  would  be  figured  in  arriv- 
ing at  any  demurrage  charges  on  this  car,  and  what  would  be 
considered  the  date  of  release? 

In  the  case  that  we  have  In  mind.  It  may  be  stated  that 
after  further  correspondence  between  the  shipper  and  consignee, 
the  shipper  finally  Issued  instructions  to  release  the  car  and 
then  drew  on  the  consignee  by  sight  draft.  What  we  would  like 
to  determine  is  whether  or  not  the  carrier's  general  agent  erred 
when  he  accepted  the  bill  of  lading  under  the  conditions  which 
he  did.  •« 

We  would  also  like  to  be  informed  as  to  whether  a  carload 
shipment  consigned  "order-notify"  can  be  released  without  the 
original  bill  of  lading  being  In  the  hands  of  the  freight  agent  at 
destination.  In  other  words,  could  the  car  be  considered  re- 
leased if  the  bill  of  lading  is  surrendered  to  an  agent  or  officer 
of  the  same  carrier  In  another  city  on  the  same  day  that  such 
bill  of  lading  is  delivered  to  such  agent  or  officer.  Are  there 
any  Commission  rulings  on  this  question? 

Answer:  The  term  "shipper's  order"  as  used  in  the  bill  of 
lading,  is  well  understood  and  means  that  the  title  remains  in 
the  shipper  until  he  orders  a  delivery  of  the  goods,  and  that 
the  carrier  must  not  deliver  except  on  production  of  the  bill  of 
lading  properly  indorsed  by  the  shipper. 

The  foregoing  is  -especially  applicable  where  the  "shipper's 
order"  bill  of  lading  has  attached  to  it  a  draft  on  the  buyer  or 
where  the  bill  of  lading  expressly  provides  that  the  goods  shall 
not  be  delivered  without  its  surrender  properly  indorsed.  But 
if  no  damages  result,  recovery  cannot  be  had  for  breach  of  the 
provision  of  the  bill  of  lading  that  surrender  of  it  shall  be  re 
quired  before  delivery  of  the  goods. 

A  carrier  may,  however,  make  delivery  of  an  order-notify 
shipment  without  requiring  the  surrender  of  the  bill  of  lading, 
but  will,  of  course,  be  liable  to  the  shipper  for  any  loss  resulting 
from  such  action  on  its  part. 

While  the  collection  of  the  purchase  price  of  goods  is  usually 
undertaken  only  by  express  companies,  and  there  is  no  common 
law  duty  devolving  on  an  express  company  or  other  common 
carrier  to  act  as  the  collecting  agent  of  the  shipper,  such  obliga- 
tion arising  only  by  contract,  express  or  implied,  we  know  of 
nothing  which  would  prevent  a  carrier  entering  Into  such  a 
contract  as  was  done  in  the  instant  case,  It  being  our  opinion 
that  the  agent  of  the  carrier  did  not  act  beyond  the  scope  of 
his  authority  in  making  such  a  contract  under  the  circumstances 
of  this  particular  case. 

While  we  know  of  no  decision  of  the  Commission  covering 
such  a  situation,  we  are  of  the  opinion  that  in  the  event  a  car- 
rier undertakes  to  make  collection  of  the  purchase  price  on  an 
order-notify  shipment  under  conditions  referred  to  above,  de- 
murrage charges  should  be  assessed  for  the  period  of  the  deten- 
tion of  the  car  beyond  free  time  up  to  the  time  of  the  acceptance 
by  the  agent  of  the  delivering  carrier  of  the  shipper's  instruc- 
tions for  delivery  of  the  car,  accompanied  by  the  surrender  of 
the  bill  of  lading. 

In  the  instant  case,  however,  demurrage  charges  should,  in 
our  opinion,  be  assessed  for  the  detention  of  the  car  beyond  the 
period  of  free  time  up  to  the  time  when  final  instructions  were 
given  the  destination  agent  for  the  release  of  the  car. 

Freight  Charges — Liability  of  Consignor  for 

Pennsylvania. — Question:  We  sold  some  equipment  f.  o.  b. 
shipping  point,  and  shipment  went  forward  collect,  inasmuch  as 
the  consignee  was  to  pay  the  freight  charges.  The  carrier  ac- 
cepted the  shipment,  and  said  nothing  about  the  destination  be- 
ing a  prepaid  station.  Five  months  later  they  presented  us  with 
a  freight  bill  and  are  endeavoring  to  collect  the  charges  from  us, 
claiming  that  we  should  have  known  it  was  a  prepaid  station,  and 
therefore  are  responsible  for  the  charges.  The  delivering  line 
delivered  shipment  to  the  consignee  without  making  any  effort 
to  collect  the  freight  charges. 

Will  you  please  advise  us  If  the  carrier  is  not  obligated 
on  such  occasions  to  advise  the  shipper  of  prepaid  point,  and 
does  not  the  fact  that  the  carrier  accepted  this  shipment  place 
the  responsibility  upon  them? 

Answer:  Whether  or  not  the  destination  was  a  prepay 
station  has  no  direct  bearing  on  the  liability  of  the  consignor 
for  freight  charges,  inasmuch  as  the  rule  of  the  carrier  which  .„. 
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requires  the  prepayment  of  charges  on  freight  destined  to  a  non- 
agency  station  is  for  its  convenience  and  may  be  waived. 

The  courts,  as  a  general   rule,  hold  that    the    carrier  may 
collect  its  charges  from  the  consignor,  even  though  the  freight 
is  delivered  to  the  consignee  without  the  collection  of  the  charges 
thereon. 
Freight  Charges — Liability  of  Consignee  for 

Massachusetts. — Question:  The  "A"  Railroad  is  presenting 
us  with  a  freight  bill  amounting  to  approximately  $60,  dated 
in  1»16,  which  they  are  requesting  us  to  pay.  Should  this  freight 
bill  be  paid  by  us?  The  circumstances  are  as  follows: 

In  the  early  part  of  1915  we  ordered  a  carload  of  box  shocks 
from  our  supplier  that  were  to  be  forwarded  to  our  factory 
f.  o.  b.  destination.  The  supplier  forwarded  shipment  from  their 
mills,  consigned  to  themselves,  giving  the  freight  agent  at  des- 
tination orders  to  turn  the  car  over  to  us  on  arriving,  billing 
them  for  all  charges.  This,  at  that  time,  was  their  regular 
procedure  and  these  instructions  were  accepted  by  the  trans- 
portation company.  The  car  was  delivered  to  us  on  a  prepaid 
basis  and  the  invoice  from  the  shipper  was  paid  with  the  under- 
standing that  the  price  as  shown  on  their  invoice  included  all 
transportation  charges. 

Through  error  on  the  part  of  the  transportation  company 
they  did  not  forward  freight  bill  to  the  consignor  until  some 
four  years  later.  The  consignor  during  the  interval  was  placed 
in  the  hands  of  receivers  in  equity  and  they  now  present  the 
freight  bill  to  us  for  payment.  Considering  the  fact  that  the 
transportation  company  entered  into  an  agreement  with  the  con- 
signor to  collect  charges  from  them  and  delivered  the  shipment 
to  us  with  that  understanding,  would  this  not  release  us  from 
all  liability  as  far  as  the  transportation  charges  are  concerned? 

Answer:  While  we  do  not  locate  a  case  directly  in  point, 
in  view  of  the  fact  that  the  courts  generally  hold  that  a  carrier 
may  recover  from  either  the  consignor  or  consignee  all  or  any 
part  of  its  freight  charges,  we  are  of  the  opinion  that  the  carrier 
can  recover  the  balance  of  the  legal  rate  from  you.  See  the 
case  of  the  P.  C.  C.  &  St.  L.  Ry.  Co.  vs.  Alvin  J.  Fink,  page 
396  of  the  December  20,  1919,  Traffic  World. 

Liability  of  Express  Company  for   Loss  of   Goods 

Pennsylvania.— Question:  On  May  29,  1920,  our  shipper,  lo- 
cated at  point  "A,"  forwarded  by  express  one  carload  of  rough 
steel  forgings,  consigned  to  us,  located  at  point  "B."  The  car 
was  not  delivered  at  our  plant  intact,  however,  the  same  having 
been  opened  at  the  express  station  and  additional  express  mat- 
ter loaded  therein.  Car  was  subsequently  switched  to  our  plant, 
at  which  time  it  was  found  to  be  without  seals  and  one  door 
wide  open.  Upon  tallying  these  forgings  we  found  ten  pieces 
short  as  compared  with  the  number  with  which  we  were  billed 
by  our  shipper. 

We  entered  claim  with  the  express  company  for  this  short- 
age, supported  by  affidavit  from  our  shipper  to  the  effect  that 
the  number  of  forgings  loaded  in  this  car  were  exactly  the  same 
as  that  with  which  they  invoiced  us.  After  much  controversy 
and  exchange  of  correspondence  dealing  with  this  matter,  claim 
was  finally  declined  by  the  express  company  as  per  their  letter 
to  us  of  March  28 — with  explanation  from  them  as  follows: 

"We  have  made  a  thorough  investigation  of  the  loading, 
moving  and  delivery  of  this  car.  It  was  loaded  by  shipper  and 
contents  not  counted  by  a  representative  of  this  company;  car 
was  sealed  and  seals  were  intact  upon  arrival  at  Williamsport, 
where  the  car  was  opened  to  place  in  some  other  matter  which 
our  people  had  to  be  taken  to  your  place  of  business  with  this 
car.  It  was  unloaded  by  you,  when,  as  you  .state,  a  shortage  of 
ten  crank  shafts  was  discovered.  Under  the  circumstances,  as 
the  car  was  loaded  by  shipper  and  unloaded  by  you,  it  being  a 
carload  shipment,  forwarded  under  seal,  we  feel  if  there  was  a 
shortage  on  arrival  at  your  plant,  it  was  account  of  an  error 
on  the  part  of  the  shipper  in  not  placing  them  in  the  car  when 
loaded  by  them." 

In  the  above  connection  we  feel  that  the  stand  they  have 
taken  does  not  absolve  them  from  liability.  In  our  opinion  it 
makes  no  difference  as  to  how  the  car  arrived  at  their  station, 
for  the  service  is  not  complete  until  the  car  has  been  placed' 
upon  our  siding,  and  at  which  time  it  was  without  seals  and 
one  door  was  open.  The  charges  for  express  service  are  not 
from  station  to  station,  but,  they  also  include  delivery  to  the 
consignee's  place  of  business,  if  within  the  city  limits.  Kindly 
give  us  an  authoritative  opinion  and  quote  a  decision  governing 
any  similar  case  of  which  you  have  record. 

Answer:  The  mere  finding  of  a  carrier  that  no  loss  oc- 
curred while  the  car  was  in  transit  is  not  a  legal  defense  of  a 
claim  for  shortage  supported  by  sufficient  evidence  showing  the 
actual  amount  loaded  into  the. car  at  shipping  point  and  a  lesser 
amount  delivered  at  destination.  The  courts  have  generally  held 
that  Jf  the  owner  shows  by  satisfactory  evidence  that  a  certain 
quantity  of  goods  had  been  loaded  at  shipping  point  and  that  a 
lesser  quantity  was  received  at  destination  point,  the  carrier  is 
prima  facie  liable  for  the  difference  and  the  burden  is  placed 
upon  the  carrier  of  proving  that  the  shipper  did  not  in  fact  load 
the  property  alleged,  or  that  the  loss  occurred  from  some  cause 
for  which  the  carrier  is  not  liable. 


The  fact  that  the  carrier  admits  having  opened  the  car  in 
order  to  place  other  freight  in  the  car  and  that  at  the  time  of 
delivery  one  door  was  open,  will  make  it  somewhat  hard  for 
the  carrier  to  prove  that  the  loss  did  not  occur  through  negligence 
on  its  part  providing  proof  can  be  made  that  the  amount  alleged 
was  actually  loaded  in  the  car  at  origin.  See  the  case  of  Baker 
vs.  H.  Dittlinger  Roller  Mills,  203  S.  W.  789. 
Damages— Measure  of 

Utah.— Question:  Referring  to  your  answer  to  "Michigan," 
page  827  of  April  16  issue,  wherein  you  state  that  measure  of 
damages  is  computed  at  market  value  at  destination;  also  mak- 
ing further  statement  that  "if  the  market  value  of  a  shipment 
lost  or  damaged  in  transit  has  depreciated  at  the  time  of  its  ar- 
rival at  destination  point,  the  depreciated  market  value  of  the 
shipment  at  the  time  and  place  would  govern." 

Is  this  true  in  connection  with  goods  sold  on  contract? 
McCaull-Dinsmore  case  the  court  said  that  actual  loss  caused 
by  breach  of  contract  is  a  loss  of  what  the  contractee  would 
have  had  if  the  contract  had  been  performed.  Therefore,  in 
cases  where  value  depreciated  we  think  shipper  is  entitled  to 
contract  price  as  evidenced  by  invoice,  as  that  is  the  loss  he 
sustained  by  reason  of  shipment  not  being  delivered  in  good 
order. 

Answer:  Where  goods  are  shipped  in  pursuance  of  a  sale 
thereof  at  a  stipulated  price  which  is  less  than  the  market  price 
at  destination,  damages  for  loss  or  injury  must  be  estimated 
on  the  basis  of  the  price  to  be  received  under  the  contract  of 
sale  International,  etc.,  R.  Co.  vs.  Park,  169  S.  W.  397;  Mis- 
souri, etc.,  R.  Co.  vs.  Witherspoon,  45  S.  W.  424;  Louisville, 
etc.,  R.  Co.  vs.  Hartwell,  36  S.  W.  183.  But  if  the  price  con- 
tracted for  is  greater  than  the  market  value  at  destination,  the 
estimate  will  have  to  be  based  on  the  market  value,  unless  the 
carrier  has  been  notified  at  the  time  of  shipment  of  the  fact 
that  the  goods  had  been  sold  for  a  higher  figure.  Gibson  vs. 
Inman  Packet  Co.,  164  S.  W.  280;  St..  Louis,  etc.,  R.  Co.  vs. 
Combie,  141  S.  W.  939;  St.  Louis  S.  W.  R.  Co.  vs.  Phoenix  Cotton 
Oil  Co.,  115  S.  W.  393. 

(1)   Shipper's   Load  and  Count,   (2)   Shortage  of  Shipments   Mov- 
ing  in   Open   Cars 

Canada — Question:  To  what  extent  and  when  can  a  rail- 
road company  refuse  to  entertain  claims  for  shipments  for- 
warded on  bill  of  lading  signed  "shippers  load  and  count,"  also 
when  forwarded  in  open  top  equipment  also  when  shipments 
move  in  open  top  equipment  and  bills  of  lading  signed  "ship- 
pers load  and  count"  at  one  and  the  same  time,  e.  g.  We  filed 
a  claim  with  one  of  the  railroads  here  and  furnished  them  with 
an  affidavit  that  the  material  was  short  delivered.  The  ship- 
pers were  prepared  to  furnish  an  affidavit  that  complete  ship- 
ment was  loaded  which  we  advised  the  railroad  company  of, 
and  they,  after  investigation,  turned  down  our  claim,  stating  that 
as  a  result  of  their  investigations,  there  did  not  appear  to  be 
any  liability  with  the  carriers. 

Answer:  The  Bill  of  Lading  Act,  Section  21,  thereof,  pro- 
vides for  the  following:  "The  carrier  may  also  by  inserting  in 
the  bill  of  lading  the  words  'Shipper's  weight,  load  and  count,' 
or  other  words  of  like  purport  indicate  that  the  goods  were 
loaded  by  the  shipper  and  the  description  of  them  made  by 
him,  and  if  such  statement  be  true,  the  carrier  shall  not  be 
liable  for  damages  caused  by  the  improper  loading  of  by  the 
non-receipt  or  by  the  misdescription  of  the  goods  described  in 
the  bill  of  lading;  provided,  however,  where  the  shipper  of  bulk 
freight  installs  and  maintains  adequate  facilities  for  weighing 
such  freight  and  the  same  are  available  to  the  carrier,  then  the 
carrier,  upon  written  request  of  such  shipper  and  when  given 
a  reasonable  opportunity  so  to  do,  shall  ascertain  the  kind  and 
quantity  of  bulk  freight  within  a  reasonable  time  after  such 
written  request,  and  the  carriers  shall  not  in  such  cases  in- 
sert in  the  bill  of  lading  the  words  'shipper's  weight,'  or  other 
words  of  like  purport,  and  if  so  inserted  contrary  to  the  pro- 
visions of  this  section,  said  words  shall  be  treated  as  null  and 
void  and  as  if  not  inserted  therein." 

The  effect  of  a  shipper's  load  and  count  notation  on  a  bill 
of  lading  is  to  place  upon  the  shipper  the  burden  of  proving 
that  the  amount  stated  in  the  bill  of  lading  was  actually  loaded 
in  the  car  by  him.  In  the  absence  of  this  notation  on  the  bill 
of  lading  the  carrier  has  the  burden  of  proving  that  the  amount 
stated  in  the  bill  of  lading  was  not  actually  received.  It  is,  in 
fact,  a  qualified  receipt  on  the  part  of  the  carrier  and,  as  to 
third  parties,  the  carrier  is  not  estopped  from  showing  that 
the  amount  specified  in  the  bill  of  lading  was  not  in  fact  re- 
ceived from  the  shipper. 

While  an  affidavit  of  the  shipper  as  to  the  amount  loaded 
in  the  car  should  be  sufficient  to  support  a  claim  made  to  the 
carrier,  in  the  event  of  it  being  necessary  to  file  suit,  such  an 
affidavit  would  have  no  probative  force  and  proof  of  the  amount 
loaded  would  have  to  be  made  by  means  of  the  testimony  of 
competent  witnesses  familiar  with  the  loading  of  cars. 

(2)  The  uniform  bill  of  lading  contains  a  provision  to  the 
effect  that  when  goods  usually  carried  in  open  cars  or  requested 
to  be  so  transported  by  the  shipper,  the  carrier  or  party  in  pos- 
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•  ion  shall  be  liable  only  for  negligence  except  |n  case  „(  lows 
(ir  damage  by  fire.  The  CuinniinH  amendment,  however.  makes 
the  inilial  carrier  liable  for  any  loss  or  damage  caused  by  it  or 
by  any  connecting  carrier  and  makes  void  any  limitation  of 
Mirh  liability  by  contract,  rule  or  regulation.  We  know  of  no 
recent  case  in  which  the  courts  have  had  under  consideration 
the  iiatiilii.\  of  carriers  for  freight  moving  in  open-top  cars, 
Inn  in  view  of  the  provisions  of  section  20  of  the  Interstate 
('(iininerce  Act,  namely,  the  Cummins  amendment,  it  seems  cer- 
tain that  the  courts  would  hold  that  a  carrier  who  accepts: 
r,eu',!n  loaded  in  open-top  equipment  Is  liable  for  loss  or  dam- 
age i  hereto  while  the  freight  is  in  its  possession. 

Liability   of  Carrier   for   Damage  to    Perishable    Freight 

Illinois.— Question:  Are  you  aware  of  any  recent  decision 
"i  i  he  Commission,  courts  or  the  Supreme  Court  wherein  they 
derided  that  the  carriers  are  fully  liable  for  the  protection  of 
perishable  freight  from  frost  damage  while  in  their  possession? 

Answer:  At  common  law  a  common  carrier  is  liable  for 
any  loss  and  damage,  except  that  arising  from  an  act  of  God, 
the  public  enemy,  the  act  of  the  shipper,  or  the  inherent  vice 
or  nature  of  the  goods  transported.  But  under  the  common 
law.  as  well  as  the  Gummins  amendment,  this  liability,  except 
for  negligence  or  misconduct,  can  by  contract  be  limited.  See 
Perishable  Freight  Investigation,  56  I.  C.  C.  482,  and  in  the 
Mailer  of  Bills  of  Lading,  52  I.  C.  C.  671. 

Under  the  Cummins  Amendment,  a  common  carrier  is  liable 
for  loss  or  damage  occurring  on  its  own  lines,  or  its  connec- 
tions, and  is  forbidden  for  limiting  its  full  liability,  except  that 
the  Interstate  Commerce  Commission  is  authorized  to  establish 
rates  dependent  upon  the  value  declared  in  writing  by  the  ship- 
per or  agreed  upon  in  writing  as  the  released  value  of  the  prop- 
en  y,  in  which  case  such  declaration  or  agreement  shall  have 
no  other  effect  than  to  limit  liability  and  recovery  to  a  sum 
not  exceeding  the  value  so  declared  or  released. 

Under  this  provision,  the  Interstate  Commerce  Commission 
has  authorized  carriers  to  publish  and  file  tariffs  in  which  the 
shippers  may  elect  respecting  the  character  and  incidents  of  the 
protective  service  as  provided  in  such  tariffs,  and  it  is  the  duty 
of  the  carrier  to  furnish  without  negligence,  reasonable  pro- 
tective service  of  the  kind  or  extent  so  directed  or  elected  by 
the  shipper.  Carriers  furnishing  such  protective  service  do  not 
undertake  to  overcome  the  inherent  tendencies  of  perishable 
goods,  to  deteriorate  or  decay,  but  merely  to  retard  such  de- 
terioration or  decay  as  may  be  accomplished  by  reasonable 
protective  service,  of  the  kind  and  extent  requested  by  th,e 
shipper,  performed  without  negligence.  Perishable  Freight  In- 
vestigation, 56  I.  C.  C.  483. 

Under  Section  1  of  the  Hepburn  Act,  the  carrier  must  fur- 
nish refrigeration  for  goods  of  a  perishable  nature,  but  under 
the  Cummins  Amendment  as  above  limited,  the  Interstate  Com- 
merce Commission  held  in  the  case  of  Protection  of  Potato 
Shipments  in  Winter,  29  I.  C.  C.  504,  that  a  carrier  that  offers 
a  protected  service  in  special  equipment  for  shipments  of  po- 
tatoes in  winter  at  the  risk  of  the  carrier  for  weather  damages 
and  at  the  same  time  permits  the  shipper,  at  the  lower  rate 
and  at  his  own  risk,  to  furnish  his  own  protection,  was  not 
found  unlawful  or  unreasonable. 

So  that,  if  the  shipments  in  question  moved  under  proper 
refrigeration,  and  under  a  published  tariff  which  furnished  the 
shipper  an  alternative  service  as  described  above,  and  the  ship- 
per selected  the  lower  rate  in  consideration  of  his  assuming 
the  risk  of  transportation,  and  no  negligence  or  misconduct  can 
be  chargeable  to  the  carrier,  then  the  carrier  would  not  be 
liable  for  any  loss  incurred  through  the  freezing  of  the  ship- 
ment while  in  transportation;  if,  on  the  other  hand,  the  shipper 
did  not  assume  such  risk  or  receive  a  lower  rate,  then  the 
carrier  was  under  the  duty  to  furnish  such  protective  service 
as  would  insure  the  safe  transportation  of  the  shipment,  ex- 
cept against  the  act  of  God,  or  the  natural  deterioration  or  de- 
cay of  the  shipment  which  could  not  be  provided  against  by 
refrigeration. 

Incidental  Damages — Liability  of  Carrier  for 
Texas. — Question:  Referring  to  the  McCaull-Dinsmore  case 
relative  to  the  liability  of  carriers  and  value  of  recovery  on 
claim  for  loss  and  damage.  We  would  like  to  have  youi  opin- 
ion regarding  a  specific  instance  in  which  the  loss  and  value 
attending  thereto  does  not  cover  articles  which  are  for  sale, 
but  which  have  a  definite  value  and  have  to  be  replaced,  the 
facts  being  as  follows: 

The  commodity  is  motor  trucks  shipped  from  the  manufac- 
turing plant  to  branch.  Upon  arrival,  it  was  found  that  tool 
kit,  wrench,  spark  plug  and  various  other  articles  attached  to 
the  truck  had  been  pilfered  in  transit.  The  actual  damage,  in 
this  instance,  caused  by  this  loss  is  the  value  of  the  articles 
plus  the  labor  in  replacing  them  and  the  freight  charges  in- 
curred in  shipping  the  articles  for  replacement.  It  would,  there- 
fore, appear  that  the  negligence  on  behalf  of  the  railroad  ban 
caused  a  total  outlay  and  expenditure  representing  the  value 
of  the  parts,  freight  and  labor  to  cover  the  above.  Is  it  your 
opinion  that  all  these  amounts  are  recoverable  from  the  rail- 


road, and  It  HO,  will  you  kindly  cite  any  court  decision  uphold- 
ing your  opinion? 

Answer:  The  carrier  In  clearly  liable  for  the  value  of  the 
articles  which  were  pilfered  in  transit,  ;IH  a  rummon  <  nun-  IB 
an  Insurer  of  the  safety  of  goodB  IntruHted  to  It  for  transporta- 
tion, except  for  BUch  IOKH  or  destruction  of  or  Injury  to  good* 
as  IB  occasioned  by  the  act  of  (iod,  or  of  the  public  enemy, 
the  inherent  nature  of  the  goods  or  the  negligence  of  the  »hip- 
per. 

The  expense  for  labor  in  the  replacing  of  the  article*  would 
come  under  the  heading  of  Incidental  damages.  We  do  not  lo- 
cate any  case  exactly  in  point,  but  there  are  a  number  of  deci- 
sions which  hold  that  a  shipper  IB  entitled  to  the  reasonable 
cost  of  repairs  to  goods. 

We  are  not  aware,  however,  of  any  decisions  of  the  court* 
which  include  in  the  award  of  damages  the  amount  of  the 
transportation  charges  on  a  shipment  made  to  replace  one  lost 
in  transit,  but  that  they  may  lawfully  be  Included  Is  evident 
from  the  decision  of  the  Commission  in  the  case  of  Fords  Porce- 
lain Works  vs.  Lehlgh  Valley  R.  R.  Co.,  51  I.  C.  C.  485. 
Diversion  of  Order-Notify  Shipment  by  Consignor 

New  York. — Question:  On  February  25th  we  made  a  ship- 
ment on  order  bill  of  lading  to  Pittsburgh,  Pa.  Owing  to  dif- 
ficulty with  our  customer  we  decided  to  have  the  shipment  re- 
turned to  us  and  on  March  8th  we  Instructed  the  forwarding 
agent  to  this  effect,  at  the  same  time  advising  the  bank  to  re- 
turn the  bill  of  lading  and  sight  draft  to  us.  The  shipment 
reached  Pittsburgh  on  March  5th,  arrival  notice  being  mailed 
to  consignee  same  day,  and  the  following  day  being  Sunday,  the 
freight  storage  limit  expired  7  A.  M.,  March  9th. 

It  appears  that  our  customer  upon  receipt  of  notice  of  ar- 
rival telephoned  the  agent  requesting  him  to  hold  the  shipment 
a  couple  of  days  as  they  expected  to  secure  the  bill  of  lading. 
The  shipment  was  held  until  12  o'clock  noon,  March  llth,  when 
it  was  delivered  to  the  Union  Storage  Company.  The  advice 
from  the  agent  here  to  return  the  shipment  dated  March  12th 
was  received  by  the  Pittsburgh  agent  on  March  15th,  or  four 
days  after  shipment  was  placed  in  storage.  The  shipment,  how- 
ever, did  not  leave  Pittsburgh  until  March  22nd,  resulting  In 
storage,  draying  and  reshipping  charges  amounting  to  $56. 

In  response  to  our  request  to  the  Pittsburgh  agent  for  an 
explanation  of  the  accrued  storage  and  other  charges  which 
we  believe  are  unreasonable  he  advises  us  in  part  that  under 
date  of  March  15th  he  advised  the  agent  at  the  shipping  point 
that  as  shipment  had  already  been  delivered  to  the  Union  Stor- 
age Company  it  would  be  necessary  to  forward  to  him  the 
original  bill  of  lading.  You  will  note  that  this  is  seven  days 
after  instructions  had  been  given  by  us  to  return  the  ship- 
ment. We  contend  that  until  the  consignee  has  become  law- 
ful holder  of  the  original  bill  of  lading  that  the  right  of  recon- 
signment  was  ours,  and  as  the  forwarding  agent  had  our  writ- 
ten authority  to  return  the  goods  it  was  not  necessary  to  sur- 
render the  original  bill  of  lading  until  the  goods  were  delivered 
to  us. 

Advise  if  any  decision  has  been  handed  down  in  a  similar 
case,  and  if  we  have  any  recourse  as  regards  the  assessment 
of  the  storage  charge  other  than  that  which  occurred  while 
in  the  hands  of  the  railroad. 

Answer:  The  term  "shipper's  order"  as  used  in  the  bill 
of  lading  is  well  understood,  and  means  that  the  title  remains 
in  the  shipper  until  he  orders  a  delivery  of  'the  goods,  and  that 
the  carrier  must  not  deliver  except  on  production  of  the  bill 
of  lading  properly  indorsed  by  the  shipper. 

The  rule  is  that  the  true  owner  of  the  goods  transported 
by  a  common  carrier  has  the  right  to  direct  a  change  in  des- 
tination, and  that  where  under  the  circumstances,  as  in  the 
instant  case,  a  delivery  to  the  carrier  is  not  a  delivery  to  the 
consignee,  the  carrier  is  bound  to  obey  such  instructions.  See 
the  case  of  A.,  T.  &  S.  F.  R.  R.  vs.  Schriver,  84  p.  119,  in  which 
it  was  held  that  an  order  from  the  shipper  of  goods  consigned 
to  shipper's  order  duly  accepted  by  the  carrier  and  noted  on 
the  original  bill  of  lading  by  its  agent,  directing  a  diversion 
of  the  goods  from  one  destination  to  another,  is  eqivalent  to  a 
demand  for  delivery  and  the  fact  that  the  original  consignee 
represents  to  the  carrier  that  he  expects  to  be  able  to  arrive 
at  an  understanding  with  the  shipper  within  a  few  days,  will 
not  justify  it  in  withholding  delivery  according  to  the  shipper's 
order. 

The  carrier,  under  the  circumstances  stated  above  is  liable, 
in  our  opinion,  for  the  demurrage  and  storage  charge  which 
accrued  on  the  shipment. 


PETITIONS    FOR    REHEARING,    ETC. 

The  Director-General  has  asked  the  Commission  to  grant 
a  rehearing  or  reargument  in  No.  11243.  The  Charles  Boldt 
Glass  Co.  vs.  Director-General  et  al.,  and  No.  10516,  Kansas  Oil 
Refining  Co.  vs.  Director  General  as  agent. 

Complainant  in  No.  11157,  the  Central  Pennsylvania  Lumber 
Co.  vs.  Director-General,  Pennsylvania  R.  R.  et  al.,  has  asked 
the  Commission  to  grant  a  rehearing. 
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C.  F.  A.  COMBINATION  RATE  RULE 

The  Traffic  World  Washington  Bureau 

The  Central  Freight  Association  combination  rate  rule, 
carried  in  tariff  I.  C.  C.  226,  will  not  be  canceled  June  1,  as  so 
many  shippers  appear  to  think  will  be  the  case.  They  have 
misinterpreted  the  note  in  supplement  No.  9  to  that  tariff  as 
meaning  that,  on  June  1,  the  rule  would  go  into  the  discard. 

Director  Hardie,  of  the  Commission's  bureau  of  traffic,  re- 
gards the  note  in  that  supplement  as  merely  a  notice  to  ship- 
pers that,  after  June  1.  the  carriers  will  take  steps  to  have  the 
rule  set  aside.  That  note  was  put  in  last  January  so  as  to 
bring  the  matter  to  the  attention  of  shippers  with  a  view  to 
having  them  tell  the  carriers  where  there  should  be  either  joint 
or  proportional  rates  that  would  be  the  same  as  rates  made  by 
the  application  of  the  rule. 

Elimination  of  the  rule  is  desired  by  the  Commission.  It 
desires  tariffs  to  show  the  specific  rate  and  not  a  method  for 
ascertaining  it.  A  specific  rate  speaks  for  itself.  A  rule  for 
ascertaining  the  rate  furnishes  a  basis  for  argument  between 
the  shipper  and  the  carrier.  It  also  opens  the  way  for  prefer- 
ences, because  no  two  carriers  will  interpret  the  rule  the  same 
way  in  all  instances.  That  explains  why  the  Commission  de- 
sires the  rule  abolished  and  the  substitution  of  specific  joint 
rates  or  specific  proportional  rates  wherever  there  is  reason  to 
suspect  traffic  will  move. 

The  Commission  has  no  desire  to  force  the  carriers  to  pub- 
lish either  joint  through  or  proportional  rates  on  all  commodi- 
ties from  all  points  to  all  other  points.  It  has  no  desire  to 
bankrupt  the  carriers  or  so  weigh  down  the  printing  offices  that, 
for  years  to  come,  they  would  not  be  able  to  do  anything  other 
than  print  tariffs,  only  a  small  percentage  of  which  would  ever 
be  used.  Yet  that  would  be  the  result  were  it  to  require  pub- 
lication of  joint  through  or  proportional  rates  to  all  points  and 
to  cover  all  commodities  to  which  the  rule  might  conceivably  be 
applied. 

The  rule  was  made  necessary  when  Director-General  Mc- 
Adoo  decided  that  his  General  Order  No.  28  was  not  to  be  ap- 
plied literally.  Literal  application  of  that  order  would  require 
double  and  treble  increases  in  instances  in  which  joint  rates 
were  not  in  effect  between  points  where  there  might  be  traffic 
conducted,  prior  to  No.  28,  on  combinations.  Prior  to  No.  28, 
the  combinations  served  because  they  were  so  arranged  that 
the  resulting  through  charge  could  be  borne  by  the  traffic.  When 
No.  28  came  along,  with  its  percentage  increase,  the  increase 
applied  to  every  rate.  It  threw  all  combinations  out  of  gear. 
Therefore,  after  several  efforts,  it  was  agreed  by  the  Railroad 
Administration  that  it  would  be  desirable  to  apply  the  increase 
only  on  the  through  charge,  no  matter  how  that  might  be  as- 
certained. The  rule  for  making  rates  on  combinations  was 
evolved. 

Last  January  the  Commission  caused  the  carriers  to  <*ive 

notice  that  the  rule  would  be  eliminated  some  time  after  June  1 

t  advised  the  carriers  to  notify  the  shippers  that  they  would 

publish  joint  or  proportional  rates,  if  and  when  it  was  shown 

r  a  shipper  that  he  would  have  need   for  a  total  charge  no 

than  would  be  possible  to  figure  out  under  the  rule  for 

making  rates  on  combination. 

This  matter  has  been  the  subject  of  conferences  and  corre- 

spondence   between    Director    Hardie   and    the    National    Indus- 

trial   Traffic    League    and    individual    shippers    or    traffic    man- 

agers for  the  trade  associations.    Many  of  the  trade  associations 

have  taken  up  the  subject  with  the  carriers  carrying  the  com- 

modities which  their  members  are  shipping  or  hoping  to  ship 

there  is  a  mass  of  information  as  to  where,  and  on  what  joint 

proportional  rates  are  necessary  to  enable  the  traffic  to'  move 

the  total  of  the  charges  imposed  by  the  Railroad  Administra- 

tion   plus  the  inflations  allowed   in  Ex  Parte  No.  74   or  other 

decisions  of  the  Commission. 

However    it  is  believed  there  are  many  shippers  who  have 

[iven  Information.     It  is  also  said  that  some  carriers  are 

rguing  with  shippers  as  to  whether  joint  or  proportional  rates 

•ssary.  especially  in  instances  in  which  the  movements 

have  been  few  and  far  between. 


..i,*  ,8'  in  wh<ch  the  reasonableness  of  a  rate  is  at- 

It  is  frequently  held  by  the  Commission  that  the  move- 
sporadic."   and  that,  therefore,  the  combination  or 
full  class  rate  applied  was  not  unreasonable  for  the  "sporadic" 
movement;  in  other  words,  the  shipper  was  not  entitled  to  what 
e  considered  a  reasonable  rate  because  he  had  not  developed 
any  considerable  amount  of  business  under  the  existing  rafes 
that  class  of  decisions  that  is  feared  by  shippers  who 
have  objected  to  the  cancellation  of  the  rule  for  makta*  rites 
by   combination.     Under  the  rule,  even   "sporadic"  movements 
receive  the  benefit  of  combinations  that  have  been  Inflated 
once  under  General   Order  No.   28.     When  the   ?u  f  has   been 
canceled,  such  a  movement,  unless  the  shipper  knows  lonE  1 
advance  that  one  Is  to  be  made,  and  has  been  able  to  pemfad 
he  carrier  to  establish  a  joint  of  proportional  rate    wm  have 
nfl^  H1"^  °!?,  8  C°mbin8»°n.  each  factor  of  which  has  beln 
A  shipper  who  has  made  such   a  shipment  notwfth 
standrng  the  refusal  of  the   carrier,   or  before   it  has   ma 
decision  on  his  application,  would  come  to  the  Commission  for 


redress  with  the  long  line  of  "sporadic  movement"  decisions  to 
overcome,  in  his  argument. 

Director  Hardie  has  had  the  subject  up  with  the  carriers 
and  their  tariff   publishing  agents,  with   a  view   to   preventing: 
hit-and-miss  action  on  the  rules;    that  is,  with   a  view  to  pre- 
venting their  cancellation  in  one  territory  on  one  date  and  in* 
another  on  a  different  date.     According  to  his  conviction,  the' 
tariff  publishing  agents  appreciate  the  desirability  of  coincident 
action  and  none  will  fire  until  all  are  ready. 

It  is  their  hope  to  have  lumber  tariffs  ready  so  that  the 
rule  can  be  canceled  in  August,  and  that  they  will  have  tariffs 
for  all  other  heavy  loading  commodities  ready  so  that  the 
combination  rule  can  be  canceled  in  its  entirety  not  later  thani 
January  1  next. 

U.  &  N.  NEEDS  NO  CERTIFICATE 

The  Traffic  World  Washington  Bureau 

On  the  ground  that  the  Uvalde  &  Northern  Railway  Com- 
pany had  in  good  faith  begun  the  construction  of  a  railroad  in 
Uvalde  and  Real  counties,  Texas,  before  the  effective  date  of 
the  Commission's  jurisdiction  over  the  construction  of  new  rail- 
roads under  the  terms  of  the  transportation  act,  the  Commis- 
sion by  a  supplemental  order  in  Finance  Docket  No.  1123,  has 
dismissed  the  application  of  the  Uvalde  &  Northern  asking  for 
a  certificate  of  public  convenience  and  necessity  authorizing  the 
construction  of  the  road.  The  Commission  said  it  was  not  neces- 
sary, under  the  circumstances,  for  the  company  to  get  a  cer- 
tificate. 

In  its  original  order  in  the  case,  the  Commission  held  that 
the  record  as  then  made  did  not  contain  an  assurance  of  a  rea- 
sonably successful  enterprise  which  would  warrant  the  issue  of 
the  certificate  prayed  for.  On  the  applicant's  petition,  the  case 
was  reopened  for  further  hearing.  At  this  hearing,  the  Com- 
mission said,  it  was  established  that  on  February  14,  1914,  the 
promoters  made  a  contract  for  the  construction  of  the  road  on  i 
the  present  route  for  a  stipulated  price.  The  company  was  in- 
corporated in  March,  1914,  in  Texas,  and  during  the  spring  and 
summer  of  1914  considerable  engineering  and  other  preparatory 
work  of  construction  was  done,  including  most  of  the  grading 
for  the  first  eleven  miles.  Construction  work  was  stopped  by 
the  war.  After  the  war  the  project  was  resumed  and  in  Janu- 
ary, 1920,  one  contract  was  made  to  finance  the  road  and  another 
to  build  it  as  a  whole  for  an  agreed  price.  The  Commission 
said  the  road  was  now  nearly  completed  and  in  partial  operation. 

The  road  extends  from  a  connection  with  the  Galveston, 
Harrisburg  &  San  Antonio  at  Uvalde  Junction,  about  92  miles 
west  of  San  Antonio,  through  Uvalde  county  and  about  4  miles 
into  Real  county,  a  total  distance  of  about  37  miles. 

The  governor  of  Texas  and  the  Railroad  Commission  of 
Texas  recommended  that  the  application  be  granted. 


MISSISSIPPI  VALLEY  RATES 

The  Traffic   World   Washington  Bureau 

The  hearing  in  I.  and  S.  1303,  involving  the  Mississippi  Val- 
ley rate  adjustment,  before  Examiner  E.  L.  Gaddess  in  Memphis 
beginning  April  5  and  transferred  to  St.  Louis  April  25,  was 
concluded  in  St.  Louis  May  6.  The  examiner  fixed  the  time  for 
filing  briefs  at  30  days  from  that  date,  subject  to  approval  of 
the  Commission,  in  view  of  the  short  time  intervening  before  the 
expiration  of  the  suspension,  June  28. 

In  view  of  the  extent  of  the  record  in  the  case  (there  being 
approximately  5,000  pages  of  testimony  taken  and  over  1,100 
exhibits  filed,  some  of  which  are  70  pages  in  length),  and  be- 
cause of  the  necessary  delay  that  must  follow  before  the  trans- 
cript of  record  will  be  received  by  the  parties  in  interest,  the 
Commission  fixed  June  25  as  the  date  for  filing  briefs. 

The  argument  will  be  heard  by  the  whole  Commission  in 
July  on  a  date  to  be  hereafter  named.  The  carriers  have  agreed 
voluntarily  to  postpone  the  effective  date  of  the  tariffs  for  four 
months  from  July  28,  and  the  Commission  has  under  considera- 
tion the  necessary  modification  of  its  fourth  section  orders  to 
permit  such  postponement. 

In  view  of  the  magnitude  of  the  adjustment  of  rates  involved 
and  the  great  mass  of  testimony  and  exhibits  to  be  considered, 
this  action  was  thought  necessary  in  order  properly  to  adjudicate 
the  matter. 

Certain  commodity  schedules  were  filed  so  hurriedly  that 
justification  thereof  is  admitted  by  the  carriers  to  be  impossible. 
Thus,  rates  on  cement  and  asphalt  have  been  withdrawn  from  the 
scope  of  this  proceeding.  In  the  case  of  other  schedules,  where 
carriers  are  willing  to  file  amended  schedules,  and  where  the 
schedules  are  acceptable  to  the  shippers,  such  amended  schedules 
may  be  sent  to  Examiner  Gaddess  on  or  before  the  date  fixed 
for  the  filing  of  briefs;  but  such  schedules  so  filed  must  show  the 
agreement  of  both  carriers  and  shippers  thereto 


F.  &   N.  LOCOMOTIVE  PURCHASE 

The  Fredericksburg  &  Northern  Railway  Company  has  been 
thonzed  by  the  Commission  to  issue  to  the  Georgia  Car  and 
Locomotive  Company  8  per  cent  promissory  notes  aggregating 
?12,500  in  payment  for  one  locomotive 
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REGULATION  OF  AIRCRAFT 

Tilt   Traffic   World   Washington   Hurt-ait 

Whether  tlie  federal  government  can  exercise  "exclusive  mnrl- 
ii'  jurisdiction"  in  the  matter  of  regulation  of  aircraft  la  a 
Question  raised  by  John  E.  Benton,  general  solicitor  of  the  Na- 
ii<>!i;ii  \ssociation  of  Railway  and  fiilities  Commissioners.  In 
referring  to  the  state  commissions  the  bill  (H.  R.  201)  providing 
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FOR  EXPERT  TRAFFIC  MEN.  M.ny  concern!  now  p»y  their  trmfflo 
muugen  J3.000  to  NO.OOO  a  ye«r.  Vet  the  traffic  man  who  ieU  Dili 
bit  pay  must  actually  know  traffic  work.  You  can  quickly  become  a 
real  traffic  expert — stop  losses — earn  big  money  for  yourself  CountloM 
good  nnenlnn  for  trained  men. 

LEARN  AT  HOME— BOOK  FREE.  New  home  ttudy  Actual  Prac- 
tice MeUiod  will  quickly  make  you  a  Certl««l  Truffle  Manager.  You  can  rery  toon 
qualify  for  a  »pl(mdid  traffic  position.  Write  quick  for  big.  new  Illustrated  I 
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Reduce  Damage  Claims 

by  nailing  your  boxes  and  crates  right.     Use  nails  of  the 

right  size,  spaced  to  suit  the  kind  and  thickness  of  wood 

used.     Our  pamphlet  on  nailing  tells  you  how.     It  is  free. 

Write  for  it. 

National  Association  of  Box  Manufacturers 

1553  Conway  Building,  Chicago 


Acquire  an  Expert  Knowledge  of 

TRAFFIC  MANAGEMENT 

id  you  be  able  to  save  more  money  in  shipping?—  to  reap 
greater  benefit   from  the  interstate  commerce  rulings?— to 
handle 'more  advantageously  the  problems  that  come  up  in 
tXlti    i  a"d'°re"!,"  !,ra*c!.    The"  investigate  the  LaSalle  Problem 
Method  of  home-stady  in  Interstate  Commerce  and  Industrial  and 
Kailway  Traffic  Management.    Find  out  how  this  course  can  assist 
you  to  better   knowledge  of  traffic  management   by  giving  you 
the  experience  of  more  than  70  of  America's  well  known  author- 
ities  and   traffic  executives.     Write   for  catalog   and 
low  cost  monthly  payment  plan 

LASALLE  EXTENSION  UNIVERSITY 

Department  595-TA      CHICAGO,  ILLINOIS 

The  Largest  Business  Training  Institution  in  the  Worlil 


POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
•nd  THE  TRAFFIC  WORLD  In  the  lo(flc»l  medium  for  rettln*  th» 
men  and  the  petition*  In  touch  with  each  other.  The  rate*  for 
olUMlfled  advertisement*  art  at  follow*:  Pint  Inner-lion.  |1.M  per 
line:  minimum  charge.  I3.n0:  lucceedlnf;  Insertion*,  per  line.  Me:  M 
word*  to  the  line:  numher*  and  abhrerlatlont  counted  at  word*); 
I  point  type:  payfthle  In  advance.  Anawnr*  to  keyed  advertlaemenu 
forwarded  frrp  and  all  correspondence  held  In  irtrlct  confidence.  The 
TRAFFIC  WORLD.  418  Sonth  Market  Street.  Chicago.  Til. 

WANTED — Young  man  for  TiMli<  I  >•  i  Mlnu-nt.  St;il--  '  xi»Tlr-nr(>. 
ngf.  nationality  and  imlnry  wanti'il  Ail'lrcrm  Manufacturer.  Traffic 

\\    C.I    III.       (    'll!' 

POSITION  WANTED — YonnK  limn  with  six  yi'iim'  |>r:irtlrnl  ex- 
liorirnri',  nil  pluiscs  tnidlc  work,  pnM  tlm.-  w-nrii  Ax.slMiint  Tronic 
.MiiiuiKcr  iiu-Kf  manufacturing  loin-i-m  in  KJI.HI.  <ii-»irp»  connection  !!«;«• 
capacity.  wh.Ti-  prospects  are  good.  Addre**  C.  H.  W.  361.  Traffic 

Wc>H(l.     I'll! 

POSITION  WANTED— As  Tronic  Manager  with  InduBtrlal  con- 
cfrn.  Now  England  territory,  ton  year*'  experience,  gupplemented 
with  a  course  with  La  Sallo.  Now  employed:  wl*h  to  better  myself. 
Steady  and  temperate.  Address  R.  T.  R..  Traffic  World.  Chicago. 

POSITION    WANTED — Traffic  Manager.    40.    successful,    nov. 

ployed,    with    ten    years'    railroad  and    industrial    traffic    experience, 

wants  position  in  Chicago  district.  Address  "J.  M.  O.,"  Traffic  World. 
Chicago. 

POSITION  WANTED — liy  thoroughly  proficient  general  all-around 
office  -man,  age  28  years,  railroad  and  construction  experience,  ac- 
counting, statistical  and  stenographic  ability,  good  correspondent.  At 
present  employed  in  traffic  department  of  large  corporation  handling 
claims,  tracers,  checking  rates,  etc.  Address  M.  J.  J.  363,  Traffic 
World,  Chicago. 

POSITION  WANTED— Traffic  executive  holding  Important  rail- 
way position  qualified  as  examiner  Interstate  Commerce  Commission 
seek*  wider  field.  Address  R.  E.  E.  301,  care  Traffic  World,  Chi- 
cago, 111. 

POSITION  WANTED — Traffic  Manager  or  assistant,  graduate 
Interstate  Traffic  School,  four  years'  railway  experience,  transporta- 
tion, accounting.  Age  23,  married,  no  objection  small  town.  Best 
reierences:  Southern  states  preferred,  others  considered.  Address 
"M.  B.  A.."  Traffic  World.  Chicago. 

POSITION  WANTED— Certified  Traffic  Expert,  ten  years'  Chi- 
cag-o.  New  York  Trunk  Line  experience,  auditing,  claims,  college  edu- 
cation, highest  standing,  desires  connection  any  territory.  State 
terms.  Address  Edward  A.  Leonard.  Port  Reading.  N.  J. 

FOR  SALE — Several  thousand  first-class  6x8  8-ft.  oak  railroad 
ties  for  immediate  shipment.  Can  also  furnish  oak  switch  ties  to 
order.  L.  E.  Pearson.  IMwardsburK.  Michigan, 


ASK  H.  C.  LUST  AND  COMPANY 

Since  1912  we  have  rendered  a  traffic  consultation  service  that  has  become  authoritative 
wherever  there  is  a  railroad.  If  a  subscriber  has  any  traffic  problem  he  submits  it  to  us  and 
obtains  an  exhaustive  opinion  with  complete  citation  of  authorities.  Not  our  idea  of  what  the 
law  is,  but  actual  extracts  from  the  decisions  themselves.  Heretofore  this  service  has  cost 
$50.00  a  year,  which  also  included  all  our  publications.  We  will  now  furnish  the  consultation 
service  by  itself,  and  to  immediately  obtain  as  many  new  subscribers  as  possible,  offer  a  spe- 
cial rate  of  $15.00  for  a  short  time,  for  which  you  will  receive  for  one  year  the  unrestricted 
right  to  obtain  complete  legal  opinions  on  all  traffic  problems  of  interest.  Opinions  rendered 
personally  by  H.  C.  Lust. 

KNOWLEDGE  IS  POWER 

Our  service  places  you  on  a  definite  equality  with  the  claim  departments  of  the  carriers 
and  their  highly  trained  legal  staffs.  A  few  illustrative  references: 


Buick  Motor  Co.,  Flint,  Michigan. 
Seaman  Paper  Co.,  Chicago,  Illinois. 
Merchants  Assn.,  New  York,  N.  Y. 


Lamb-Fish  Lumber  Co.,  Charleston,  Miss. 
Charcoal  Iron  Co.  of  America,  Detroit,  Mich. 
Chamber  of  Commerce,  Houston,  Texas. 


Fortify  your  Traffic  Department  without  delay.     Send  for  particulars. 

H.  C.  LUST  AND  COMPANY 


189  West  Madison  Street, 


CHICAGO,  ILLINOIS 
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lor  the  federal  regulation  of  navigation,  introduced  recently  by 
Representative  Kahn  of  California. 

Mr.  Benton  directed  attention   particularly  to  section  1 
the  bill  which  follows: 


rMHll'J*      .snail       UJtVC      JUI  IHUII  null      Ul       nil      »-«»««7o      .1..V..--0      — -  ••, 

and  Hin-raft.  with  the  right  of  appeal  as  In  other  cases,  in  accordance 
with  i-xi«ting  laws  or  such  laws  as  m.i.v  b.  hereafter  enacted  8avm,f 
to  suitors  In  all  cases  the  right  of  a  common-law  remedy  where  tne 
•  •..Minion  law  is  ...n.|»'t.  in  t.,  five  It.  Ttu-  maritime  law  and  all 
existing  acts  and  acts  hereinafter  enacted  relating  to  water  crat 
;,!i.l  water  navigation  shall  be  held  to  govern  aircraft  and  air  naviga- 
tion. In  BO  far  as  applicable  thereto. 

"It  will  be  perceived,"  said  Mr.  Benton,  "that  the  theory  of 
the  bill  apparently  Is  that  the  air  may  be  brought  within  the 
maritime  jurisdiction  of  the  federal  government  by  legislation 
of  Congress,  and  the  operation  of  craft  therein  regulated  by  such 
legislation,  in  the  same  manner  as  the  operation  of  vessels  on 
navigable  waters  is  regulated.  Judicial  opinion  was  once  much 
divided  as  to  whether  the  maritime  jurisdiction  of  the  federal 
government  could  be  extended  to  inland  waters,  or  was  confined 
to  the  ocean  and  tide  waters.  If  the  theory  of  this  bill  is  correct, 
it  is  not  confined  to  waters  at  all,  but  extends  wherever  craft  of 
any  sort  may  float  It  is  a  novel  and  interesting  theory. 

"So  far  as  I  am  aware,  none  of  the  state  commissions  is 
charged  with  jurisdiction  as  to  aircraft,  or  traffic  carried  on  by 
them.  I  am,  however,  advising  them  of  the  pendency  flf  this 
bill  as  a  matter  of  current  legislative  news,  in  which  some  of 
them  may  be  interested.  The  desirability  of  suitable  regulation 
of  the  operation  of  aircraft  will  not  be  questioned.  Whether,  to 
accomplish  that,  the  federal  government  can  assert  exclusive 
maritime  jurisdiction  over  such  operation  presents  an  interest- 
ing question  which  may  some  time  become  important." 


3. 


4. 

o 


7. 


N.  I.  T.  L.  MEETING 

Following  is  the  docket  for  the  meeting  of  the  National  In- 
dustrial Traffic  League  to  be  held  in  Cleveland,  May  25  and  26: 
1.     Executive  Committee—  By  Executive  Secretary. 

(a)  Liability  clause  In  Railway  Leases  and  Sidetrack  Agreements. 

(h;  Petition    filed   with    Railroad    Labor   Board    regarding    rules. 

wages    and    working   conditions    prescribed    by    the    United 

States  Railroad  Administration. 

(c)  The  policy   of  the   League  as   to  appointing  Standing  Trade 

Committees. 

1.     Car  Demurrage   and   Storage   Committee—  By  Wm.    H.    Day,    Jr., 
Chairman. 

(a)  Proposed  change  In  Bunching  Rule  8.  Section  B,  Paragraph 

2  of  Fairbanks  I'niform  Code  of  Demurrage  Rules. 

(b)  Proposed  modification  of  Rule  2,  Section  B.  Paragraph  1  of 

t'niform  Storage  Tariff  No.  IB. 

(c)  Storage   rate   In   Rule   No.    5  of  Uniform   Storage   Tariff  No. 

IB. 

(d)  Present  Demurrage  Situation. 
Classification  Committee  —  By  A.  L.  Viles,  Chairman. 

(a)   Revision  of  Rule  15  of  Consolidated  Classification  No.  2. 
Baggage  Committee  —  By  H.  F.  Sundberg,  Chairman. 
Rate  Construction  and  Tariffs  Committee  —  By   F.   E.   Williamson, 

Chairman. 

fa)  Store  deliveries  of  less  than  carload  freight. 
do  Elimination  of  fractions  from  freight  rates. 
<>•)  Increase  applied  to  the  minimum  class  scale  of  rates  under 

Ex  Parte  74. 

6.     Coastwise  Shipping  Committee—  By  J.  A.  Morgan.  Chairman. 
Inland  Waterways  Committee—  By  Ralph  M.  Field,  Chairman. 
(a)  Proposed  amendment  to  the  LaFollette  Seamen's  Act  in  so 

far  as  It  affects  the  Great  Lakes. 
8.     Freight  Claims  Committee  —  By  Geo.  A.  Blair,  Chairman. 

(a)  Interest  on  Loss  and  Damage  Claims. 

(b)  Allowance  of  trade  and  cash  discounts  to  railroad  companies 

In  settlement  of  Loss  and  Damage  claims. 

(C)   .\1cCaull-Dlnsmore    decision    of    the    United    States    Supreme 
Court. 

(d)  Loss  and  damage  claims  occurring  during  the  Switchmen's 

Strike  In  1920. 

(e)  Report  of  refused  and  unclaimed  freight. 
<f)  Seal  Records. 

(g)  Prompt  handling  of  Loss  and  Damage  Claims. 

<n»  Presentation  of  Loss  and  Damage  Claims  within  six  months 

period  provided  in  bill  of  lading. 

(I)  Claims  Prevention  Committee  of  the  American  Railway  As- 
sociation.    Fifteen  minute  talk  by  F.   E.  Winhurn,  Special 
Representative.  Cause  and  Prevention  Committee.  Freight 
Claim  Division  of  the  American  Railway  Association 
Diversion  and  Reconsignment  Committee—  By  H.  D.  Rhodehouse 

<  halrman. 

Express  Committee—  By  T.  T.  Harkrader,  Chairman 
(ID   l-.xprcss  Classification  docket. 
(1,1  Prepayment  on  charges  of  express  shipments  to  Canada 

The  new  Southeastern  Express  Company 
Id)   Kxprcss  receipts. 

(c)  Four  months  period  for  filing  of  claims 

11.     Export  and  Import  Traffic  Committee—  By  C.  J.  Austin.  Chairman. 

(a)  War  tax  on   transportation  charges  on  export  and  domestic 

shipments. 

(b)  Permit  system  on  export  freight  via  New  York 
Legnlativ..  Commit!,.,—  By  U.  S.  Pawkett.  Chairman 

(»)   Partial  payments  to  carriers. 
(h)  Commercial  bribery. 

(c)  Interference  with  commerce. 

"  A™en<1m('nt     to     fo»rth     section     of    the     Interstate     Com- 

<e>  Prm£°;a;'1  '""'•'"'ment  to  Section  ISA  of  the  Interstate  Com- 

(f)  Standardisation  of  wage*—  Madden  BUI,  H.  R    15306 

>r  'tiling  reparation  and  overcharge  claims 
again**  the  Railroad  Administration 

rs  of  th,.  Interstate  Commerce  Commission. 

«  rP«r"iVT  hVhp1  !ntrn<tHte  Commerce  Commission 
ut  \  .  S.  Railroad  Administration  to  be  final. 


10. 


13. 
14. 

i?! 

17. 
18. 

19. 
20. 
21. 


12. 


U. 
S3. 
24. 
36. 

26. 

27. 
28. 


,)  Damage  and  destruction  to  public  highways  caused  by  over- 
'      loadtng  and  overspeeding  of  heavy  motor  trucks. 

c    a 

Prepayment  of  freight  charges  on  shipments  to  and  from 

Rules    covering  Jlo'ss1Sa1nd    damage  '  to    coal— By    John    Callahan, 

Plan  wherebvlathe  public  might  be  advised  of  the  findings  of  the 
various  rate  committees  of  the  railroads-By  J.  P.  Haynes, 

Interchan|ealblenmileage  books-By  J    A    Morgan,  Chairman. 
Telegraphic  Liability— By  T.  T.  Harkrader,  Chairman. 
Uniform  telegraphic  code— By  C.  T.  Bradford,  Chairman. 
Allowance   to    industrial    roads   on    charges    for   spotting   cars-By 

C.  B.  Heinemann,  Chairman. 
Work  of  Special   Committee  appointed   to   deal  with   the   Railway 

Executives — By  W.  H.  Chandler,  Chairman. 

Diversion  and  Reconsignment— By  W.  H.  Chandler,  Chairman. 
'New  Business. 

TELEPHONE~CONSOLIDATION 

The  Traffic  World  Washington  Bureau 

A  hearing  on  the  identical  bills  introduced  by  Representa- 
tive Graham,  of  Illinois,  and  Senator  Willis,  of  Ohio,  under 
which  the  Commission  would  have  the  power  to  authorize  con- 
solidations of  telephone  companies,  was  held  May  9  before  a 
joint  committee  composed  of  sub-committees  of  the  interstate 
commerce  committees  of  both  branches  of  Congress.  Those 
favoring  the  legislation  said  it  was  desired  in  order  to  permit 
consolidations  of  large  telephone  companies,  notwithstanding  the 
provisions  of  the  anti-trust  laws.  Counsel  for  the  telephone 
companies  have  advised  them  that  there  was  doubt  as  to 
whether  consolidations  of  telephone  companies,  without  specific 
authority  of  law,  are  not  prohibited  by  the  anti-trust  laws.  The 
proposed  amendment  of  the  interstate  commerce  act  would 
place  consolidations  of  telephone  companies  practically  on  the 
same  basis  as  consolidations  of  railroad  companies  as  provided 
under  the  transportation  act.  Among  those  who  appeared  in 
favor  of  the  bills  were  F.  B.  McKinnon,  representing  the  United 
States  Independent  Telephone  Association;  F.  H.  Goff,  pres- 
ident of  the  Cleveland  Trust  Company,  and  appearing  for  the 
Cleveland  Chamber  of  Commerce;'  E.  L.  McKelvey,  of  Youngs- 
town,  O.;  J.  T.  Daniels,  secretary  of  the  Chamber  of  Commerce 
of  Columbus,  O.;  H.  L.  Rober,  of  St.  Louis,  and  John  E.  Benton, 
for  the  state  commissions.  There  was  no  opposition  to  the  bills. 

PORTABLE  COMPARTMENT  CAR 

The  newly  developed  portable  compartment  merchandise 
car,  described  in  The  Traffic  World,  January  29  and  February  5, 
is  being  tried  out  for  other  uses  besides  express,  for  which  it 
was  originally  intended.  The  success  of  the  car  on  express 
runs  between  New  York  and  Chicago  was  so  marked  that  ex- 
periments were  conducted  in  the  mail  service,  May  6  and  7. 
For  this  purpose  the  same  type  of  car  as  was  used  for  express 
service  was  pressed  into  service,  and  the  expedition  possible 
in  handling  the  nine  containers  made  it  possible  to  make  con- 
nections with  western  trains  at  Chicago  that  had  never  before 
been  made.  The  car  carried  34,650  pounds  of  mail  in  1,241  pack- 
ages and  bags.  Post  office  officials  were  pleased  with  the  re- 
sult, as  was  also  President  A.  H.  Smith  of  the  New  York  Cen- 
tral, under  whose  direction  the  car  has  been  developed. 

Experiments  are  now  being  conducted  with  this  kind  of  car 
for  freight  carrying  purposes.  The  car  carries  only  five  con- 
tainers, as  compared  with  the  nine  of  the  express  and  mail  cars, 
but  each  container  is  just  so  much  larger.  In  order  to  handle 
the  freight  containers  it  has  been  found  necessary  to  design 
skeleton  automobile  truck  bodies  on  which  they  can  be  loaded. 
The  reduction  made  possible  in  loss  and  damage  claims  by  this 
type  of  car  is  enormous,  it  is  pointed  out,  since  it  will  do  away 
with  pilfering.  Judging  from  the  condition  of  express  packages 
on  receipt  it  is  also  expected  to  eliminate  breakage  for  the 
most  part.  In  addition  to  these  economies,  railroad  officials 
predict  that  1,000,000  of  these  cars  will  do  the  work  that  2,500,- 
000  ordinary  box  cars  are  now  doing,  and  will  at  the  same  time 
greatly  reduce  labor  and  other  costs. 


M.  K.  &  T.  OF  TEXAS  LOAN 

C-  E.  Schaff,  receiver  of  the  Missouri,  Kansas  &  Texas 
Railway  Company  of  Texas,  has  applied  to  the  Commission  for 
authority  to  issue  $450,000  of  6  per  cent  equipment  notes  for 
pledging  with  the  Secretary  of  the  Treasury  for  a  loan  of 
a  like  amount  to  be  applied  on  the  purchase  of  300  tank  cars 
from  the  American  Car  and  Foundry  Company. 

TAMPA  NORTHERN   NOTE 

The  Tampa  Northern  Railroad  Company  has  applied  to  the 
Commission  for  authority  to  issue  a  $100,000  90-day  promissory 
note  to  the  Bankers'  Trust  Company  of  New  York  in  payment  of 
the  balance  due  on  a  note  held  by  that  company. 
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Railroad  Accounting  Service 

Valuations— 
Cost  Statistics 

Systems  for  Accounting  Offices 

A  corps  of  thoroughly  experienced  railroad  accountant! 
and  analysts  are  available  for  the  preparation  of  Federal 
Control  and  Guaranty  Claims. 

THE   ROBERTS-PETTIJOHN-WOOD  CORPORATION 

Mills  Bldg.,  Washington,  D.  C.       Twenty  East  Jackson,  Chicago 

By  Appointment— Special  Accountants,  American  Short  Lint  Railroad  Assn. 


NOSA  LINE 


Monthly  Sailing!  to  Principal  Ports 

West  Coast,  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominician  and  Cuban  South  Side  Ports 

For  particulars  apply 

604-H  Queen  &  Crescent  Bldg.,  New  Orleans,  La. 

NY\v  York  Office:  10  Hanover  St.       Chicago  Office:  846  Marquette  Bldg. 
Cable  Address:  "Orleanship" 


New    Orleans.  & 
South    American    S.  S. 

INCORPORATED 


Co. 


Saving  Money 

IF  this  is  what  interests 
the  business  man  he 
should  investigate  the 

UNDERWOOD 

BOOKKEEPING 

MACHINE 

Creates  legible  records  and 
cuts  out  needless  operations. 


UNDERWOOD  TYPEWRITER  CO.,  INC. 


BALTIMORE 

TO 

PORT  of  LOS  ANGELES  and  SAN  FRANCISCO 
and  HAWAIIAN  ISLANDS 

Express,  freight  and  Passenger  §ervice 

S.S.  HAWKEYE  STATE -June  llth 
S.S.  BUCKEYE  STATE    July  20th 

Rate*  and  Space  on  Application 

MATSON  NAVIGATION  COMPANY 

Mun.fini  Agent!  United  States  Shipping  Board 
BALTIMORE  SAN  FRANCISCO  HONOLULU 

26  So.  Cay  St.  120  Market  StrMt  CaatU  &  Cook,  Ltj. 


HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.  Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographer!,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messenger*, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION   WHEN    NEXT   IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whit. field  Sammla 


Phon.  Main  2210 


417  SOUTHERN  BUILDING 


REGULAR  SERVI CES 
FREIGHT  and  PASSENGER 

Between 
MONTREAL 
BOSTON 
and 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

import  and  Export  Freight  Shipmtntt  SoiicHed 

COMPANY'S  OFFICES.  Canard  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  St..  Telephone  Central  2050 


NEW  YORK 
BALTIMORE 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 
PORTLAND.  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 
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COAL  CAR  DISTRIBUTION 

The  Traffic  World  Washii 


two   weeks  of   April,   however,   exports   at   Hampton   Roads   in- 


i  1 '530  In  re  Distribution  Among  Coal  Mines  of 
MM  Cars  and  Cars  for  Railroad  Fuel.  Inability  of  the  com- 
missioners, or  a  division,  to  give  any  considerable  time  to  the 
matter  is  one  of  the  reasons  why  no  date  has  been  set  for  hear- 
ings. Another  reason  is  furnished  by  the  fact  *n<L,?  f^p 
is  taking  oeriously  the  Frelinghuysen  bill,  provid  «  u»« 
Secretai  v  of  Commerce  shall  gather  information  aoout  i 
ducUon.  storage,  distribution  and  economic  use  of  coa 1  and 
mlKht  pass  it  before  the  Commission  could  get  well  started  on 

the  TUheJeFrelinghuysen  bill  has  recently  been  revised  by  the 
Senate  committee  on  interstate  commerce.  As  changed 
longer  provides  for  the  appointment  of  a  federal  coal  commis- 
skmer,  but  instructs  the  Secretary  of  Commerce  to  'instigate 
from  iime  to  time,  conditions  affecting  the  organization,  man- 
agement and  practice  of  dealers  and  operators,  costs  and  proms 
ta  Section  with  the  mining,  sale  and  distribution  of  coal 
the  terms  contained  in  leases  of  coal  mines,  the  prices  demanded 
or  received  for  coal,  the  distribution,  storage  and  sale  of  coal, 
Md  the  methods  and  processes  employed  therein,  the  consump- 
tion of  coal,  and  the  transportation  of  coal  in  commerce,  n 
eluding  the  distribution  of  coal  cars." 

That  part  of  the  revised  bill  tells  him  to  tod  out 
things  ahout  the  production,  storage,  sale  and  the  transporta- 
n  of  coal  in  commerce,  including  the  distribution  of  coa 
cars."  After  he  has  found  out  about  the  transportation  of  coal 
in  commerce,  the  bill  says,  "the  secretary  shall  ,9°-°^™^  ™th 
the  Interstate  Commerce  Commission  in  promoting  the  proper 
distribution  and  most  efficient  use  of  coal  cars  in  commerce. 

Passage  of  that  bill  would  introduce  a  new  element  m  the 
coal  car  distribution  problem,  requiring  an  executive  officer  to 
co-operate  with  the  Commission  is  an  unusual  legislative  pro- 
posal Usually  the  only  persons  before  the  Commission  are  the 
parties  in  direct  interest.  The  Commission,  unlike  the  Labor 
Board  has  never  declined  to  hear  anyone  claiming  to  speak 
for  the  public.  At  times,  the  Secretary  of  Commerce,  the  Sec- 
retary of  the  Interior,  the  Secretary  of  Agriculture,  and  the 
Secretary  of  the  Navy  have  appeared  before  the  Commission 
as  complainants  or  interveners  to  present  their  views.  They 
have  never  been  commanded  to  co-operate  with  the  Commission. 
Some  method  for  carrying  out  the  mandate  of  the  Frelinghuysen 
bill,  in  the  event  of  its  passage,  would  have  to  be  devised. 
Under  the  law,  the  new  executive  officer  would  have  a  standing 
with  the  Commission  differing  materially  from  the  status  he 
would  have  appearing  as  an  intervener,  or  a  voluntary  adviser. 
He  would  have  an  official  standing,  the  like  of  which  no  other 
official  of  the  government  would  have. 

Until  the  senators  dispose  of  the  bill,  it  is  regarded  as 
hardly  desirable  that  the  Commission  go  ahead  with  a  hearing 
called  on  the  theory  that  it  would  have  exclusive  jurisdiction  in 
the  matter  and  that  when  it  had  reached  a  conclusion  as  to 
what  should  be  done,  it  had  disposed  of  the  matter. 


COAL  PRODUCTION  REPORT 


The  Traffic  World  Washington  Bureau 

"Production  of  soft  coal  continued  to  recover  during  the 
week  eflded  April  30,  though  at  a  diminishing  rate,"  the  Geo- 
logical "Survey,  Department  of  the  Interior,  said  in  its  weekly 
report  -wider  date  of  May  1.  ."The  total  output,  including  lig- 
nite and  coal  coked  at  the  mine,  is  estimated  at  6,921,000  net 
tons,  an  increase  when  compared  to  the  week  preceding  of  101,- 
000  tons  or  1.6  per  cent.  In  spite  of  the  recovery  the  rate  of 
output  is  still  at  the  lowest  level  touched  at  any  time  since 
April,  1914,  except  of  course,  «r-the  period  of  the  great  strike 
of  1919. 

"Moreover,  as  consumption  and  exports  combined  are  un- 
doubtedly in  excess  of  6,900,000  tons  per  week,  the  draft  upon 
consumers'  stocks  of  coal,  which  amounted  to  perhaps  8,000,000 
ions  during  the  first  quarter  of  the  year,  still  continusd. 

"The  following  statement  furnished  by  the  American  Rail- 
way Association  shows  the  number  of  cars  loaded  daily:  April 
26.  23,623;  April  26.  22,948;  April  27,  22,715;  April  28,  22,338; 
April  29,  22,161;  April  30,  15,605. 

"Preliminary  reports  indicate  that  loadings  on  Monday,  May 
i,  were  about  22,710  cars,  a  decrease  of  over  900  cars  when  com- 
pared with  the  preceding  Monday.  The  decrease  was  probably 
cue  to  the  observance  of  May  Day. 

"All-rail  shipments  to  New  England  recovered  perceptibly 
during  the  week  ended  April  30.  According  to  reports  furnished 
to  the  American  Railway  Association,  2,474  cars  were  forwarded 
through  the  five  gateways  over  the  Hudson.  This  was  an  in- 
crease over  the  week  preceding  of  10  per  cent,  but  was  nearly 
1,000  cars  less  than  during  the  corresponding  week  of  1920. 

"Exports  are  beginning  to  feel  the  effect  of  the  British 
miners'  strike.  The  strike  began  on  April  1,  and  at  first  exer- 
cised little  influence  on  business  at  American  ports.  In  the  last 


SS 
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April  2    and  at  a  weekly  rate  greater  than  at  any  time  since 

.foil'  nf  1920    when  foreign  demand  was  very  heavy.     Total 

fnes   for   export  and   foreign   bunkering   were    322,169    net 

?onTan  incTeasfoVer  the  preceding  week  of  112  036  tons    and 

were  at  a  weekly  rate  slightly  in  excess  of  that  attained  last 

SePt"Advance  figures  on  stocks  of  railroad  fuel  were  published 
last  week  in  the  Geological  Survey's  preliminary  report  on  con- 
sumer's stocks.  Additional  return  since  received  by  courtesy 
,f  the  American  Railroad  Association,  which  has  undertaken  to 
assemble  the  figures,  confirm  the  preliminary  results  From 
January  1  to  April  1  319  roads  reduced  their  stocks  by  only 
92  000  tons  barely  one  per  cent.  The  stock  remaining  on  Apn 
1  was  sufficient  for  three  weeks'  and  three  days'  operation  at  the 
rate  of  consumption  prevailing  in  the  first  quarter  of  the  year. 
It  therefore  appears  that  while  railroad  fuel-coal  purchases  have 
seemed  to  the  coal  operator  disappointingly  small,  the  actual 
acceptances  by  the  carriers  have  been  sufficient  to  meet  their 
current  requirements,  in  view  of  their  present  reduced  rate  of 
consumption.  On  the  other  hand,  it  is  clear  that  the  total  stocks 
in  the  hands  of  railroads  are  considerably  below  the  quantity 
carried  in  the  latter  half  of  1918,  or  early  1919." 

MINIMUM  WEIGHTS  ON  SUGAR 

Although  the  representatives  of  sugar  dealers  from  the 
intermountain  territory  and  from  California  took  opposite  sides 
at  the  hearing  on  I.  and  S.  1316,  carload  minimum  weight  on 
sugar  between  western  points,  before  Examiner  John  T.  Money 
in  Chicago,  May  11,  they  agreed  that  the  ideal  situation  would 
be  to  have  this  minimum  on  a  parity  throughout  the  entire 
country  and  did  not  seem  to  attach  a  great  deal  of  importance 
as  to  whether  this  minimum  should  be  less  than  60,000  pounds. 
The  suspended  tariff,  E.  B.  Boyd's  Sup.  16  to  I.  C.  C.  A-1031, 
which  was  to  have  gone  into  effect  April  1,  called  for  a  reduc- 
tion in  the  minimum  from  60,000  pounds  to  33,000  pounds  on 
shipments  from  producing  and  refining  points  in  Colorado,  Idaho, 
Kansas,  Nebraska  and  Utah  to  points  in  Arkansas,  Oklahoma, 
Colorado,  Iowa,  Kansas,  Louisiana,  Missouri  and  New  Mexico. 
L.  C.  Mahoney  and  F.  K.  Crosby,  assistant  general  freight  agents 
for  the  C.  B.  &  Q.  and  the  C.  R.  I.  &  P.,  respectively,  explained 
that  the  reduction  was  necessary  to  remove  fourth  section  vio- 
lations which  had  arisen  due  to  the  failure  of  the  Southwestern 
Freight  Bureau  to  put  into  effect  the  60,000-pound  minimum 
authorized  on  shipments  from  Texas  and  Louisiana  into  Arkan- 
sas and  Oklahoma  under  the  Railroad  Administration's  Freight 
Rate  Authority  15797. 

Mr.  Mahoney  said,  that  after  the  higher  minimum  had  been 
put  into  effect  from  the  intermountain  producing  territory  into 
the  Missouri  River  states,  it  had  become  apparent  that  it  would 
be  necessary  to  raise  the  minimum  to  Oklahoma  and  Arkansas 
to  the  same  figure  because  many  of  the  shipments  from  Colo- 
rado and  Utah  into  the  territory  affected  had  to  pass  through 
these  two  states.  When  it  became  known,  however,  that  the 
Southwestern  lines  did  not  intend  to  make  a  similar  raise  it 
was  decided  to  return  the  minimum  into  the  whole  territory 
to  its  original  figure,  33,000  pounds.  Mr.  Crosby  said  that  it 
was  also  hoped  that  the  reduction  in  the  minimum  would  stimu- 
late the  movement,  which  had  fallen  off  considerably  since  its 
raise  to  60,000  pounds. 

John  S.  Burchmore  appeared  for  various  California  sugar 
interests  and  protested  against  the  reduction  as  a  discrimination 
against  his  clients,  who  must  ship  under  a  60,000-pound  mini- 
mum. George  J.  Tennison,  general  manager  of  the  Chicago 
branch  of  the  Seavey  &  Florsheim  Brokerage  Company,  who 
handle  the  business  for  the  California  refiners  and  producers, 
admitted  that  it  was  not  difficult  to  load  sugar  in  excess  of 
60,000  pounds,  but  he  said  that  considerable  business  was  lost  to 
the  California  sugar  companies  because  many  small  dealers 
cannot  handle  a  60,000-pound  quantity,  whereas  33,000  pounds 
might  be  disposed  of. 

NOT  THE   T.,   P.   &   W. 

Through  a  misreading  of  the  title  of  Compensation  Docket 
No.  14,  the  report  of  the  board  of  referees  in  the  matter  of  the 
compensation  of  the  Toledo,  St.  Louis  &  Western  from  the 
government  during  federal  control,  was  made  to  appear  in  the 
Traffic  World,  April  30,  1921,  p.  946,  as  applying  to  the  Toledo, 
Peoria  &  Western.  The  report  refers  to  the  Toledo,  St.  Louis 
&  Western  and  not  to  the  Toledo,  Peoria  &  Western. 


ST.   L.,  E.  R.  &  W.  CERTIFICATES. 

The  commission  in  Finance  Docket  No.  1407,  has  authorized 
Arthur  L.  Mills,  receiver  of  the  St.  Louis,  El  Reno  &  Western, 
to  sell  $15,000  worth  of  receiver's  certificates,  7%  per  cent  in- 
terest, dated  February  12,  1921,  to  mature  9  months  thereafter. 
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The  Spring-Summer  Meeting 

"  OF 

The  National  Industrial  Traffic  League 

will  be  held  at  the  Winton  Hotel,  Cleveland, 
Ohio,  Wednesday  and  Thursday,  May  25th 
and  26th. 

There  will  be  a  large  attendance  of  mem- 
bers— the  most  experienced  and  active  traffic 
men  of  the  country.  Interesting  traffic  sub- 
jects will  be  discussed. 

Traffic  men,  not  members  of  the  League,  are 
cordially  invited  to  attend,  and  participate  in 
the  discussions. 

The  transportation  problem  is  a  vital  prob- 
lem. It  affects  every  manufacturer,  distrib- 
utor and  producer  directly. 

The  traffic  men  of  the  country  are  qualified 
to  understand  it  and  deal  with  it  in  a  con- 
structive way. 

The  National  Industrial  Traffic  League 

seeks  to  be  constructive. 

COME  TO  THE  CLEVELAND  MEETING 
AND  GET  ACQUAINTED 

Write  for  a  copy  of  the  docket.     It  contains  many 
interesting  and  important  subjects. 

J.  H.  BEF.K,  Executive  Secretary 
1207  Conway  Bldg.,  .Chicago,  III. 


W.  H.  CHANDLER, 
President 


No  Waiting  No  Writing  No  Telephones  No  Tariffs 

"A  child  can  find  them" 

FREIGHT  RATES 

To  and  from  points  in  the  United  States  and  Canada 
This  publication  furnishes  the  Financial,  Purchase  and  Sales  Executives' 

"MISSING  COSTS" 

Getzler's  Guide,  Inc.,  Rochester,  New  York 

Publishers  of  Loose  Leaf  Freight  Rate  Issues 


NEW  YORK,  N.  Y.,  115  Broad  St. 
PHILADELPHIA,  PA.,  308  Parkway  Bldg. 
BOSTON,  MASS.,  732  Colonial  Bldg. 


—OFFICES- 
CHICAGO,  ILL.,    412  Standard    Trust  Bldg. 
DETROIT,  MICH.,  506  Garrick  Theater  Bldg. 


WASHINGTON,  D.  C..  433  Muneey  Bldg. 
SAN  FRANCISCO,  CAL..  461  Market  St. 
LOS  ANGELES,  CAL.,  467  Pacific  EJec.  Bldg. 


CHESAPEAKE  &  CURTIS  BAY  RAILROAD 


General  Offices,  BALTIMORE,  MD. 

«.  R.  aoviN.  Praaldeet,  «0  Wwt  Street.  New  York. 

tO.  UPHAM,   Tint  Vlc«  President.  90  Wwt  Street.  New  York. 
t  THDRBER.  Second   VIce-Preeldefit.  SO  West  Street,  New  Tort 


•  10.    K.    LOWELL,    third    Vice   President,   in  charge  of   Operation    and   Traffic. 

M  West  Street.  New  York. 

N.  B.    HERSLOFF.  Treasurer.  10  Watt  Street.  New  Tort 
.I  W.  •.  WHITNEY.  8-r.Ury.  90  W«t  Str«t.  New.  Yojk.^   KEARMy     ^^   ^^  ^  ^  ^- -^ -^ 


NeV  York  Office*,  90  We.t  St.,  New  York 

E.    A.    FALL.   Freight   and   Traffic   Manager.   M  We*   Street.   New  Tort. 
J.    ft.    DRANEY,    'T-'T*--'    Freight    and   TrUto    Mllinej      M    West    BtlssV 

Tort. 
J.    COOKHAN    BOYD.    General    CounaeL    Builders' 


0.   A.    KELLEY.  General  Auditor,   90  West  Street,   New  To 
J.  P.  CONNOR.  Superintendent.  Wagners  Point.  Baltimore. 


Yott 


EXTENDS  FROM  WAGNERS  POINT  TO  CURTIS  BAY 

Ths  Chesapeake  *  Curtis  Bar  Railroad  Co..  having  Its  terminal  at  deep  water.    Baltimore,    kid..    Is   In   a  position  to   regain   all   foreign   freight    aestlaai 


The  territory  < 
Ing  the  location  of  t 


•~*JS?££5  SS£nr&  s^aard°rof'^<S.0Sm1lr.r.'*nandUn.  of  ship,-,  to  and  from  the  Indu-r!.  locaUd  oo  If  Una 

aware  superior  slue  for  the  location  of  Industries  of  erery  description.     Flrme.  indtTiduals  and  corporation.  .._.  

saiissiieiill  with  Samuel  1.  Nathan,  to  West  Street.  New  York  City.     Maps  and  full  Information  concerning  available  property  will  be  promptly  fumlaked. 
luieace  at  present  operated.  T  miles:  additional  under  construction. 
Ugfatarage  eoaneotloo  with  all  coastwise  lines  out  of  Baltimore  for  seaboard  port*. 
~        "       *  location  for  plants  desiring  tidewater  delivery. 

raonONS—  At  CUnton  Street  with  the  Pennsylvania  Railroad  fla  {oet  at  Wagners  Point.   C.   *  Q  B.  B.    sV   to  Curtis  Bay.     At  Port  CortnatOB  wttk  Ike 

via  float  ta  Wagners  Point.  C.    *  C.   B.  B.   B.    to  CurtU  Be».     With  Ike  Baltimore  *  Ohio  •ewaa  Branoh  at  Watnars  Point.     Thre«.« 
to  all   points  Bast,    West.    North  and   South.      Industries   located   aej   oar   Una  hare  the  advantage  of  lat  Baltimore  rate. 
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BALTIMORE  STORE  DOOR  DELIVERY 

Baltimore  merchants,  according  to  an  announcement  by  the 
Federal  Highway  Council,  May  9,  believe  store  door  delivery 
will  be  restored  in  their  city  and  that  it  will  spread  from  there 
to  every  part  of  the  country.  The  announcement  says  that  at 
a  meeting  "Just  held"  at  Baltimore  it  was  agreed  by  represent- 
all  v.'s  of  the  Pennsylvania,  Baltimore  &  Ohio,  and  Western 
Maryland  that  store  door  delivery  should  be  restored  in  Bal- 
timore. 

Steps  leading  to  the  meeting  in  Baltimore  were  taken  by 
the  Federal  Highway  Council's  transportation  committee  on 
Relation  of  Highways  to  Railroads  and  Waterways  of  which 
W.  J.  L.  Banham,  general  traffic  manager  of  the  Otis  Elevator 
company,  is  chairman,  and  the  sub-committee  on  store  door 
delivery,  of  which  Dr.  Roy  S.  MacElwee,  formerly  director  of 
the  bureau  of  foreign  and  domestic  commerce  of  the  Depart- 
ment of  Commerce,  is  chairman.  The  details  looking  toward 
the  meeting  were  arranged  by  A.  E.  Beck,  traffic  manager  for 
the  Merchants'  and  Manufacturers'  Association  of  Baltimore, 
who  had  much  to  do  with  the  litigation  before  the  Commission 
which  resulted  in  the  killing  of  store  door  delivery  in  Washing- 
ton and  Baltimore,  after  it  had  been  in  existence  in  those  cities 
for  forty-seven  years.  The  Railroad  Administration  figured  on 
store  door  delivery  for  application  to  New  York,  investigations 
for  which  were  conducted  by  James  S.  Harlan,  then  a  commis- 
sioner. Nothing  ever  came  of  that  investigation,  although  it 
was  admitted  generally  that  if  such  delivery  could  be  brought 
about,  or  if  delivery  could  be  made  by  trucks  on  the  plan  of 
first  come  first  served,  regardless  of  the  goods  carried  away, 
the  congestion  at  the  New  York  pier  freight  houses  would 
disappear. 

The  highway  council,  in  its  announcement  on  the  subject, 
said  the  meeting  unanimously  agreed  to  appoint  a  local  com- 
mittee to  work  out  the  details  and  A.  E.  Beck  was  made  chair- 
man. According  to  the  announcement,  when  the  railroad  rep- 
resentatives at  the  conference  asserted  that  they  would  co- 
operate one  hundred  per  cent  in  re-establishing  store  door  de- 
livery, the  success  of  the  movement  became  assured. 

Store  door  delivery  was  abolished  in  Baltimore  in  1913,  as 
a  result  of  the  Commission's  decision  that  it  was  unduly  pre- 
judicial against  Washington.  It  was  abolished  in  Washington 
before  that  time  because  the  Commission  held  that  it  was  un- 
duly prejudicial  to  give  store  delivery  in  that  part  of  Wash- 
ington known  as  Georgetown  and  refuse  it  to  those  parts  of 
Washington  known  as  Mt.  Pleasant  and  Anacostia,  Beck,  chair- 
man of  the  committee  that  now  hopes  to  restore  it,  being  a 
resident  of  the  last-named  suburb  at  the  time  of  the  abolition. 

The  complaint  that  caused  all  the  trouble  was  filed  by  a 
candymaker  in  Mt.  Pleasant  who  objected  to  being  required  to 
pay  for  delivery  at  his  place  of  business  while  competitors  in 
Georgetown  and  in  the  downtown  parts  of  Washington  were 
having  their  sugar  and  other  materials  delivered  at  their  store 
doors,  without  charge  other  than  the  line-haul  rates  which  cov- 
ered such  convenient  delivery.  The  Commission  held  that  it 
was  unduly  prejudicial  against  the  candy  man.  From  the  candy 
man  in  Mt.  Pleasant  the  complaint  spread  to  Anacostia,  and 
when  the  railroads  cut  it  out  of  all  parts  of  Washington,  Wash- 
ington merchants  complained  because  their  competitors  in  Bal- 
timore were  getting  more  for  their  money  than  the  railroads 
were  giving  them.  Elimination  of  the  cost  of  store  door  deliv- 
ery did  not  result  in  any  reduction  in  the  rates  of  the  railroads 
to  Washingtonians ;  hence  they  had  cause  of  complaint,  if  the 
difference  in  the  amount  of  service  under  the  rates  was  a  con- 
trolling factor  in  commercial  competition.  The  Commission,  in 
making  its  decision,  proceeded  on  the  assumption  that  the  dif- 
ference in  the  amount  of  service  was  a  factor  of  weight  in  the 
competition  between  the  merchants  and  manufacturers  in  the 
two  cities,  and  gave  the  railroads  an  opportunity  to  cut  out  the 
service  that  was  given  shippers  in  the  two  cities  when  the  Bal- 
timore &  Ohio  and  the  Pennsylvania  were  fighting  each  other 
for  every  pound  of  freight  originating  in  the  two  cities  and 
giving  chromos  to  passengers  as  inducements  to  give  or  with- 
hold their  patronage  from  the  hated  rival. 

In  its  announcement  the  Federal  Highway  Council  said  in 
part: 

It  is  authoritatively  stated  that  a  saving  to  Baltimore  shinners 
alone  of  between  two  and  three  millions  of  dollars  annually  wfif  bl 
brought  about.  In  addition,  a  greater  saving  to  the  carriers  wi  bt 
made  possible  with  the  adoption  of  the  system  in  Baltimore  and  its 
extension  throughout  the  country,  in  that  the  serious  present  problems 
of  extended  terminal  facilities  to  meet  the  expected  increased  SernandB 
of  traffic  will  be  eliminated.  Another  big  saving,  it  is  suggested  will 
be  made  possible  In  that  the  rolling  stock  will  not  have  to  be  increased 
to  the  extent  that  it  otherwise  would,  due  to  the  rapid  unloading  of 
frr Ight  cars  once  they  reach  the  terminal  and  the  possibility  for  put- 
ting them  Immediately  Into  use  again.  Particularly  will  this  prove 
true.  It  Is  believed,  during  the  periods  of  the  year  when  heaviest  de- 
mands  are  made  upon  the  rolling  stock. 

i,y    Williams,   chairman   of  the   Federal  Highway   Council 
states:     "When   the   store   door  delivery   plan    is   again    in   reality   in 
Baltimore,  and  this  is  expected  within  a  short  time,  similar  steps  w"l 
•  taken  with  respect  to  other  cities,  eight  of  which  are  already  re- 
questing the  co-operation  of  the  Council  in  its  establishmnt  •• 

This  groat  economic  program  has  furnished  the  basis  of'  much  ex- 
work   on   the   part   of   the    transportation   committees   of   the 
Federal  Highway  Council  during:  the  past  two  years  and  the  achieve- 


ment of  results  such  as  those  that  characterize  the  vastly  important 
meeting  held  in  Baltimore,  naturally  are  a  source  of  gratification  to 
the  Council's  membership  as  a  whole.  The  benefits  which  will  most 
certainly  accrue  to  the  entire  country  will  represent  untold  millions 
of  dollars  annually.  

PAYMENTS  TO  CARRIERS 

The  Commission  has  issued  partial  payment  certificates  to 
the  following  carriers:  Montpelier  &  Wells  River  Railroad, 
$64,500;  Meridian  &  Memphis  Railway  Company,  $9,000;  Vir- 
ginia &  Southern  Railroad  Company,  $2,000,  and  the  Savannah 
&  Statesboro  Railway  Company,  $1,500. 

The  Commission  announced  the  issuance  of  the  following 
partial  payment  certificates  May  9:  Kansas,  Oklahoma  &  Gulf, 
$90,000;  Mississippi  Central,  $245,000;  Deering  Southwestern, 
$4,000;  Buffalo,  Rochester  and  Pittsburgh,  $97,500;  receiver  of 
Paris  &  Mt.  Pleasant,  $20,000. 

The  Treasury  has  made  the  following  additional  partial 
payments:  Meridian  and  Memphis,  $9,000;  Montpelier  and 
Wells  River,  $64,500;  Savannah  and  Statesboro,  $1,500;  Virginia 
Southern,  $2,000. 

Issuance  of  the  following  partial  payment  certificates  was 
announced  by  the  Commission  May  11:  Chicago,  Burlington  & 
Quincy,  $650,000;  Cleveland,  Cincinnati,  Chicago  &  St.  Louis, 
$470,000;  Texas  &  Pacific,  $125,000;  Chicago,  Terre  Haute  & 
Southeastern,  $23,000;  and  the  St.  Paul  Bridge  &  Terminal 
Company,  $7,000. 

Additional  partial  payments  made  by  the  Treasury  Depart- 
ment follow:  Buffalo,  Rochester  &  Pittsburgh,  $97,500;  Deering 
Southwestern,  $4,000;  Kansas,  Oklahoma  &  Gulf,  $90,000;  Mis- 
sisippi  Central,  $245,000,  and  the  Paris  &  Mt.  Pleasant,  $20,000. 

C.   &   M.    NOTES   AND    BONDS 

The  Cumberland  &  Manchester  Railroad  Company  of  Ken- 
tucky has  filed  an  application  with  the  Commission  asking 
authority  to  issue  $375,000  of  10-year  6  per  cent  notes,  $125,000  of 
general  mortgage  10-year  6  per  cent  gold  bonds,  $100,000  of  6 
per  cent  equipment  trust  notes,  and  to  assume  not  to  exceed 
$98,882.68  of  Horse  Creek  Branch  construction  notes  and  $21,700 
of  equipment  notes.  The  $375,000  issue  is  to  cover  a  load  of 
that  amount  from  the  government  which  will  be  applied  on  ma- 
turing securities.  The  proceeds  of  the  $125,000  issue  are  to  be 
used  for  additions  and  betterments,  and  the  $100,000  of  equip- 
ment notes  will  be  used  for  new  equipment.  The  Horse  Creek 
Branch  notes  are  to  be  assumed  in  connection  with  the  acqui- 
sition of  a  feeder  line  to  the  company's  road. 


T.,  ST.   L.  &  W.  LOAN 

The  Commission  has  authorized  Walter  L.  Ross,  receiver 
of  the  Toledo,  St.  Louis  &  Western,  to  issue  $692,000  of  receiver's 
certificates  and  to  pledge  them  with  the  Secretary  of  the  Treas- 
ury as  security  for  a  loan  of  like  amount  to  aid  the  receiver 
in  making  additions  and  betterments.  The  loan  has  been  ap- 
proved by  the  Commission. 


Digest  of  New  Complaints 

—  _  —  _  -  • 

No.    12576,    Sub.    No.   5.      Italian   Government   Commission,    New  York, 
N.  Y.,  vs.  B.  &  O..  Payne  et  al. 

Unjust  and  unreasonable   storage   charges  on  various   commodi- 
ties at  ports  of  New  York  and  Baltimore.     Asks  reparation. 
No.   12655.     Fitger  Brewing  Co.,   Duluth,   Minn.,   vs.   Northern   Pacific 
and  Payne. 

Unjust  and  unreasonable  rates  on  beer  in  1917  from  Duluth, 
Minn.,  to  Superior,  Wis.  Asks  reparation 

No.  12656.     Michael  S.  Gosa  et  al.,  Auburn.  N.  Y.,  vs.  Lehigh  Valley, 
Payne  et  al. 

Unjust,  unreasonable  and  discriminatory  rates  on  anthracite 
coal  from  producing  points  in  Pennsylvania  to  Auburn,  N.  Y.,  and 
other  points  in  New  York.  Asks  cease  and  desist  order,  just  and 
reasonable  rates  and  reparation. 

No.  12657.    John  Lucas  &  Co.,  Philadelphia,  Pa.,  vs.  New  York  Central 
et  al. 

Unjust,    unreasonable,    unjustly    discriminatory    and    prejudicial 
rates  on  talc  or  ground  soapstone  from  Hailesboro,  Emervville  and 
Talcville,  N.  Y.,  to  Gibbsboro,  N.  J.     Asks  cease  and  desist  order, 
just  and  reasonable  rates  and  reparation 
No.  126J58.     Trenmor  Cone.  Valley,  Neb.,  vs.  C.  B.  &  Q. 

Unjust,    unreasonable    and    discriminatory    rates    on    sand    and 
gravel  from  Cone  Spur  or  Allis,   Neb.,   to  various  points   in  Iowa 
as  compared  with  rates  from  Cedar  Creek.  Louisville  and  Ashland, 
„    •?£&«  AS!is  for  just-  reasonable  and  non-discriminatory  rates. 

Mo     vs    A6T^a&  S™FT  Sand  and  Material  Co-  et  al-  Kansas  City, 

Unjust,    unreasonable    and   discriminatory    rates    on    sand    from 

complainants'  plants  near  Kansas  City  to  various  points  in  Kansas 

as  compared  with  intrastate  rates  from  Kansas  points  to  the  same 

*.      «2t«mat.I9Ps-     Asks  ?ust.  reasonable  and  non-discriminatorv  rates. 

NO-sa2s66CityMMSo0,UvsVA.leTy  &f.^K  and  Gravel  p™<Jucers,  Kan- 

Attacks  as  unjust  and  unreasonable  defendants'  rule  allowing  48 

hours    additional  free  time  for  unloading  frozen  lading,   provided 

consignee  shall  within  48  hours  after  actual  placement  serve  upon 

he  railroad  s  agent  a  written   statement  that  the   lading  was  in 

' 


e  rue 

N°'  Arbo1r  e?a!  National  Llve  Stock  Exchange  et  al.,  Chicago,  vs.  Ann 
Unjust  and  unreasonable  rates  on  live  stock  between  points  in 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

References:  Dun  &  Bradstreet,  Milmo 
National,  Laredo  National,  First  State 
Bank  &  Trust  Co.,  all  banks  of  Laredo, 
Texas,  and  Mexico  City  Banking  Cor- 
poration, of  Mexico  City. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


North  China  Line 

(Columbia  Pacific  Shipping  Company) 

OF 

PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,    Tientsin    (Taku    Bar), 

Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama  and  Kobe 

Sailing*  Every  Twenty-one  Days  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  flag  A-l  Steel  Steamer. 

SS  "VENITA"  June  6 

SS  "WEST  KADER"  June  ¥1 

SS  "WEST  KEATS"  July  18 

SS  "WEST  NIVARIA"  August  6 

Transhipment  at   Shanghai   to   American    River  steamers   for 

Nanking,    Pukow,    Hankow    and    other    open 

Yangtse   River   ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 
Sudden  &  Christenson 

General  Eastern  Agent* 

44  Whitehall  St.,  New  York  City 
or 

Columbia  Pacific  Shipping  Company 

General  Offices 

Board  of  Trade  Building,  Portland,  Oregon 


WHY  NOT 

Secure  Much  Lower  Rates 
on  Your  Commodities 

From  Points  East  of  Chicago  to  Los  Angeles, 
Cal.,  San  Francisco,  Cal.,  Portland,  Ore., 
Seattle,  Wash.,  in  both  carload  and  less  than 
carload  lots,  by  forwarding  your  shipments 
through  our  Consolidated  Freight  Service 
operated  over  several  Steamship  Lines. 
Freight  is  delivered  direct  to  steamers  and 
forwarded  on  first  boat  sailing.  It  is  not 
held  on  dock  or  in  warehouse  for  consolida- 
tion. This  insures  quickest  delivery  at 
lowest  rates.  Let  us  quote  you  our  carload 
and  less  than  carload  rates  on  your  com- 
modities and  explain  full  details. 

New    York   Traffic   Association 

53  Park  Row,    New  York,  N.  Y. 

PACIFIC  COAST  AGENTS 
Pioneer  Truck   &  Transfer  Co.  Carley  &  Hamilton 


422  North   Alarm-da  Street 
Los  Angeles,  Cal. 


IS  Main  Street 
San  Francisco,  Ca 
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Official  Classification  territory  because  minimum  weight  Is  based 
on  length  of  car  used  instead  of  on  length  of  car  ordered  by  ship- 
per. Asks  that  carriers  be  required  to  establish  rule  that  when  a 
longer  or  shorter  car  Is  furnished  than  size  ordered  such  longer  or 
larger  car  mu>  on  'In  l"Ms  of  the  minimum  weight  ap- 

plicable 10  the  car  ordered,  nitli  :i  proviso  that  actual  weights 
shall  apply  «:  n  th.-  !••• mired  minimum  for  the  car 

ordered  and  reparation  of  $50,000. 

No.  12662.  Kanneiji1  dam  Co.,  Prairie  Home,  Neb.,  vs.  C.  R.  I.  &  P- 
Alleges  that  defendant  discriminated  against  complainant  In 
distribution  of  grain  ears  at  Piairie  Home.  Neb.,  in  August  and 
September.  I:*-",  rausing  loss  of  $2.300  due  to  delay  in  shipment  of 
grain.  Asks  cease  and  desist  order,  just  and  reasonable  grain  car 
distribution  rules  and  reparation  of  $2,300. 

No.  12663.     Midland  Unseed  Products  Co.,  Edgewater,  N.  J..  vs.  West 
Shore.  Payne  et  al. 

AK.-unst  fifth  class  rates  on  linseed  oil  from  Edgewater  N.  J., 
to  various  interstate  destinations  as  unlawful,  unreasonable,  un- 
justly discriminatory  and  unduly  prejudicial.  Asks  cease  and 
desist  order.  Just  and  reasonable  rates  and  reparation  of  $15,000. 

No.   12664.     A.   A.  Jackson  &  Co.  et  al..  Dallas,  Tex.,  vs.  Alabama  & 
Vicksburtf.  Payne  et  al. 

I'njust  and  unreasonable  rates  on  peanuts  from  Franklin.  Nor- 
folk, Petersburg  and  Suffolk,  \'a..  to  Dallas,  Fort  Worth  and 
Waco,  Tex.  Asks  just  and  reasonable  rates  and  reparation. 

No.   12665.     Ft.    Worth  Cotton   Oil   Mills  et  al..    Fort  Worth,   Tex.,   vs. 
A.  T.  &  S.  F.,  Payne  et  al. 

Alleges  that  rates  pn  cottonseed  from  numerous  points  in  Okla- 
homa to  Fort  Worth,  Tex.,  were  unjust  and  unreasonable  and  in 
excess  of  the  aggregate  of  the  Intermediate  rates.  Asks  just  and 
reasonable  rates  and  reparation. 

No.  12666.    The  Welch  Grape  Juice  Co.,  Westfleld,  N.  Y..  vs.  Atlantic 
Coast  Line,  Payne  et  al. 

I'njust  and  unreasonable  rates  on  unfermented  grape  juice  from 
Westfleld.  N.  Y..  to  Northeast,  Pa.,  and  Lawton,  Mich.,  to  New 
Orleans,  La.,  points  intermediate  thereto  and  points  in  Kentucky, 
Tennessee,  Alabama,  Mississippi,  Louisiana  and  Florida.  Asks 
Just  and  reasonable  rates  and  reparation. 

No.  12667.     Poehlmann  Bros.  Co.  et  al..  Morton  Grove.  111.,  vs.  Chicago 
Junction,  I'ayne  et  al. 

Unjust  and  unreasonable  rates  on  manure  from  Chicago  and 
Klrkland.  III.,  to  Kdgebrook  and  Morton  Grove,  III.  Asks  for  just 
and  reasonable  rates  and  reparation. 

No.  12668.     Poehlmann  Bros.  Co.  et  al.,  Morton  Grove,  111.,  vs.  B.  &  O., 
Payne  et  al. 

I'njust.  unreasonable  and  discriminatory  rates  on  coal  from 
mines  in  central  and  southern  Illinois  to  Kdgebrook  and  Morton 
Grove,  III.  Asks  for  just  and  reasonable  rates  and  reparation. 

No.   12668.     Texas  Grain  Dealers'  Assn.  et  al..   Fort  Worth,  Tex.,  vs. 
Abilene  &  Southern  et  al. 

Unjust  and  unreasonable  rates  and  transit  regulations  applying 
on  coarse  grains  and  grain  sorghums  from  various  points  in  Texas 
to  points  in  the  southeast.  Asks  that  the  Commission  establish 
just  and  reasonable  rates  and  transit  regulations  and  also  estab- 


lish  divisions  east  and   west  of   the   Mississippi   River   if   such  a 

No.  C1°2670?  "Vortham-cSirte'r  Publishing  Co.   et  al.,   Fort  Worth,  Texj! 
vs.  Ahnapee  &  Western.  I'ayne  et  al. 

Unjust  and  unreasonable  rates  on  newsprint  paper  from  various 
points  in  the  United  States  and  Canada  to  Fort  Worth  and  Dallas, 
Tex  Asks  for  just  and  reasonable  rates  and  reparation. 

No    12671.     Sundeiland  Bros.  Co.,  Omaha,  Neb.,  vs.  C.   B.   &  Q.   et  al. 
Alleges  rates  on  crushed  stone  from  Louisville,  Neb.,  to  Ute,  laJ 
were  and  are  unjust  and  unreasonable  and  in  excess  of  combina- 
tion rates.     Asks  just  and  reasonable  rates  and  reparation. 

No.   12672.     The  Barber  Asphalt  Paving  Co.,   Perth  Amboy,   N.  J..  vsj 
Lehigh  Valley. 

Alleges  that  demurrage  charges  assessed  on  numerous  ship. 
ments  placed  during  the  switchmen's  strike  were  unjust,  unrea- 
sonable, unjustly  discriminatory  and  unduly  prejudicial  and  asks 
for  refund  of  $697. 

No    12673      DuBois  Mill  Co.,  Vancouver,  Wash.,  vs.  S.  P.  &  S. 

Unjust,  unreasonable,  unduly  discriminatory  and  prejudicial 
rates  on  lumber  and  ties  from  Cascade,  Wash.,  to  Vancouver, 
Wash.,  for  export.  Asks  for  just,  reasonable  and  non-discrimll' 
natory  rates  and  reparation. 

No.  12674.     Mitchell  Mfg.  Co..  Chattanooga,  Tenn.,  vs.  B.  &  O.  et  al.     I 
Unjust,  unreasonable  rates  on  textile  machinery  from  Brooklyn, 
N.  Y.,  to  Chattanooga,  Tenn.    Asks  for  reparation. 

No.    12675.      Charleston    Traffic   Bureau    et   al.,    Charleston,    S.    C.,    vs. ' 
Alabama  Great  Southern  et  al. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates 
on  class  and  commodity  trailic  to  and  from  Charleston,  S.  C.,  and 
Jacksonville,  Fla.,  and  from  and  to  points  in  the  state  of  Georgia. 
Asks  just  and  reasonable  rates  and  classification  ratings. 

No.  12676.    The  Dow  Chemical  Co.,  Midland,  Mich.,  vs.  Pere  Marquette 
et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential and  prejudicial  rates  on  magnesium  chloride  from  Mid- 
land, Mich.,  to  points  in  Iowa,  Texas,  Colorado.  Kansas,  Missouri, 
Oklahoma,  Louisiana  and  Texas.  Asks  cease  and  desist  order, 
just  and  reasonable  rates  and  reparation. 

No.  12677.     S.  M.  Bulley  &  Son,  Dallas,  Tex.,  vs.  G.  H.  &  S.  A.,  Payne, 
et  al. 

Unjust,  unreasonable,  unduly  discriminatory  and  unduly  preju- 
dicial rates  on  cotton  shipped  from  various  points  in  Texas  to 
Galveston.  there  concentrated  and  reshipped  to  New  York  City 
and  eastern  seaboard  points,  in  comparison  with  shipments  con- 
centrated at  Houston,  Tex.  Asks  reparation. 

No.  12678.    American  Fruit  Growers,  Inc.,  Pittsburgh,  Pa.,  vs.  Ameri- 
can Railway  Express  Co. 

Unjust  and  unreasonable,  unduly  discriminatory  and  prejudicial 
rates  on  peaches  from  Youngstown,  N.  Y.,  to  Chicago.  Asks 
reparation. 

No.  12679.     The  Republic  of  France  vs.  B.  &  O. 

Unjust,  unreasonable  and  prejudicial  charges  for  warehouse 
storage  on  spelter  at  or  near  New  York  harbor  terminals  as  com- 
pared with  similar  charges  at  Baltimore  and  Philadelphia.  Asks 
reparation. 


Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

May  16—  Argument  at  Washington,  D.  C.: 

11760—  Frank  P.  Miller  Paper  Co.  et  al.  vs.  Pa.  R.  R.  et  al. 

11712—  Carnation  Milk  Products  Co.  vs.  A.  T.  &  S.  F.  et  al. 

11674—  Hillsboro  Coal  Co.  vs.  C.  C.  C.  &  St.  L.  et  al. 
May  16  —  Washington,  D.  C.  —  Examiner  Wagner: 
*  12011  —  American  Cigar  Co.  vs.  P.  &  O.  S.  S.  Co.  et  al.  (further  hear- 

ing). 
May  16  —  Boston,  Mass.  —  Examiner  Carter: 

12350  —  Minute  Tapioca  Co.  vs.  Boston  &  Maine  et  al. 

12386  —  North  Packing  and  Provision  Co.  et  al.  vs.  N.  Y.  N.  H    &  H 

et  al. 
May  16  —  Philadelphia,  Pa.  —  Examiner  Smith: 

12279  —  Atlantic  Refining  Co.  vs.  C.  &  O.  et  al. 

12142  —  John   Buckland,    trading  as   National   Slag   Co.,    vs    Director 
General. 

May  16  —  Kansas  City.  Mo.  —  Examiner  Keeler: 

12369  —  Peet  Bros.  Mfg.  Co.  vs.  Director  General. 

12369  (Sub.  No.  1)—  Peet  Bros.  Mfg.  Co.  vs.  Director  General 

12310—  The  Buhler  Mill  and  Elevator  Co.,  Inc.,  vs.  Director  General. 
May  16—  San  Francisco.  Calif.  —  Examiner  Gerry: 

12347  —  California  Cotton  Mills  Co.  vs.  Director  General  et  al 

12341  —  Rosenberg  Bros.  &  Co.  et  al.  vs.  Director  General. 
May  16  —  Owensboro,   Ky.  —  Examiner  Witters: 

11197  —  Owensboro  Wheel  Co.  et  al.  vs.  Southern  et  al. 
May  16  —  Sioux  City,  la.  —  Examiner  Jewell: 

12378—  Haley    Neeley   Co.    vs.    Director   General    and   American    Ry. 

May  16  —  Tulsa,  Okla.—  Examiner  Early: 

!331—  Frlck-Reid  Supply  Co.  vs.  P.  &  L.  E.  et  al 
12331  (Sub.  No.  1)  —  Frick-Reid  Supply  Co.  vs.  B    &  O    et  al 
12331  (Sub.  No.  2)—  Frick-Reld  Supply  Co.  vs.  Erie  et  al 

31   (Sub.  No.  3)—  Frick-Rcid  Supply  Co.  vs.  T.  St    L    &  W   et  al 
12331   (Sub.  No.  4)—  Frick-Reid  Supply  Co.  vs.  Pa    R   R    et  al 
12331  (Sub.  No.  5)—  Frick-Reld  Supply  Co.  vs    Pa 
12365—  Oklahoma  Iron  Works  et  al.  vs.  A.  C.  &  Y7  et  a"' 

May  16—  Mobile.  Ala.—  Examiner  Fuller: 
12287—  43ulf  City  Mfg.  Co.  vs.  Director  General. 

May  16  —  Memphis.  Tenn.  —  Examiner  Pitt: 
'702—  Memphis   southwestern   investigation. 
304—  City  of  Memphis  et  al.  vs.  C.  R.  I.  &  P.  et  al 
^—  Railroad  Commission  of  Arkansas  et  al.  vs.  Arkansas  Central 

Commerce'  Monr°e.  La-,  vs.  Arkansas  &  Louisiana 


10419 — Arkansas    Jobbers    and   Manufacturers   Assn.    vs.    Beaumont, 
Sour  Lake  &  Western  Ry.  et  al. 

7250 — Shreveport  Chamber  of  Commerce  et  al.  vs.  A.  &  V.  Ry.  et  al. 
Portions  of  numerous  fourth  section  applications  which  have  been 
consolidated  with  the  above  cases. 
May  17 — Chicago,  111. — Examiner  Money: 

12305 — Armour  &  Co.  vs.  O.  B.  &  Q.  et  al. 

12332 — Armour  &  Co.  vs.  D.  L.  &  W.  and  Director  General. 
May  17 — Birmingham,  Ala. — Examiner  Fuller: 

12324 — Wofford  Oil  Co.  vs.  H.  &  B.  V.  et  al 

12374 — Wofford  Oil  Co.  et  al.  vs.  N.  O.  &  N.  E.  et  al. 
May  17 — Philadelphia,   Pa. — Examiner  Smith: 

11528 — Abrasive  Co.  vs.  Grand  Trunk  of  Canada  et  al. 
May  17— Kansas  City,  Mo.— Examiner  Keeler: 

12197 — Dewey  Portland  Cement  Co.  vs.  A.  T.  &  S.  F.  et  al. 
May  17 — San  Francisco.  Calif.— Examiner  Gerry 

I2389 — Crown  Willamette  Paper  Co.  vs    N.  Y   C    et  al 

12319— California  Sugar  and  White  Pine  Co.  vs.  Director  General. 
May  17 — Tulsa,  Okla. — Examiner  Early: 

12360 — Empire  Refineries,  Inc..  et  al.  vs.  Mo.  Pac.  ot  al. 
May  17 — Argument  at  Washington,  D   C  • 

11438 — Swift  &  Co.  vs.  Director  General. 

11923 — Forsythe  Leather  Co.  vs.  C.  M.  &  St   P   et  al 

11564— Laclede  Steel  Co.  vs.  C.  &  A    et  al 

11434 — Monsanto  Chemical  Works  vs.  Sou.  Pac    et  al 
I434  (Sub.  No.  1)— Monsanto  Chemical  Works  vs.  Can.  Pac.  et  al. 

11435 — Monsanto  Chemical  Works  vs.  Wabash  et  al. 
May  18 — Chicago,  III. — Examiner  Money: 

312 — Armour  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 

12282 — Armour  &  Co.  vs.  Beaumont,  Sour  Lake  &  Western  et  al. 
May  18— Philadelphia,  Pa.— Examiner  Smith: 

"895— E   I.  DuPont  de  Nemours  &  Co.  vs.  Director  General. 

12072 — The  Barrett  Co.  vs.  Pa.  R    R    et  al 

12234— The  Barrett  Co.  vs.  B.  &  O.  et  al. 
May  18 — Birmingham,  Ala. — Examiner  Fuller' 
342— Western  Grain  Co.  vs.  L.  &  N.  et  al' 

12384— Tutwiler  &  Brooks  vs.  Southern  Ry.  et  al. 
May  18— Tulsa,  Okla.— Examiner  Early: 

I2367 — Oklahoma  City  Products  Assn    vs    A    T    &  S    F    et  al 

I2379— A.  H.  Kerr  &  Co.  et  al.  vs.  Sand  Springs  Ry.'et'al. 

:  al. 


anea 

<«4—  -Natchez  Chamber  of  Commerce  vs.  Natchez  &  Southern  et  al 
t2fc?i,e,2?phl1  *T"*M  H»reaii  vs.  St.  L.  I.  M.  &  S.  Ry.  et  al 

n»n.i  Jobbers  and  Manufacturers  Assn.  vs.  C.  R.  I.  &  p. 


May18— Omaha,  Neb.— Examiner  Jewell- 

12297— Hen  Biscuit  Co.  vs.  Mo    Pac    et  al 
^12308— Nebrai        Bridge  Supply  and  Lumber  Co.  vs.  Director  Genersfl 

]lff5~yes.t,?entucky  Coal  Bureau  Wl.  C.  et  al 
M.!*«l5£E  Ten"!;ssee  Packing  Co.  vs.  Sou    Ry.  et  al. 
,£j.?~chlca8°.  I"-— Examiner  Money 
12336— Armour  &  Co.  vs.  Director  General. 
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Do    Decreased    Freight  Shipping  Costs  Interest   You? 

Then  watch  for  our  half  page  announcement  next  week,  or — if  you  can't  wait— apply  to 

TRANS-CONTINENTAL  FREIGHT  COMPANY 

Export  and  Domestic  Freight  Forwarders 
General  Offices:  203  Dearborn  St.,  Chicago     Eastern  Offices:  Woolworth  BIdg.,  New  York 

Old  South  BIdg.,  Boston    Drerel  Bldg..  Philadelphia  Hippodrome  BIdg.,  Cleveland  Van  Ntiyi  BIdg.,  Los  Angrle.      Uth  and  Kearney  St.  ,  Portland  Ore 

Union  Trust  BIdg.,  Cincinnati     Monadnock  BIdg.,  San  FranciKO     Alaska  BIdg.,  Seattle  Wriu  Uu  N  tar, H  Ofut 


Ellicott  Square,  Buffalo 


Camphuis  &  Company.  Inc. 

FORWARDING  AGENTS 
Laredo,  Texas 

Largest  and  Best  Equipped  Forwarding 
Organizations  on  the  Mexican  Border 

We   have  specialized   in   the   handling   of  small  shipments. 
Previous  to  present  railway  strike  we  maintained: 

Two  Package  Cars  Per  Week  to  Mexico  City 

(Time  in  route  Nuevo  Laredo  to  Mexico  City  eight  to  ten  days) 
With  resumption  of  traffic  we  are  now  prepared  to  maintain 

Three  or  More  Package  Cars  Per  Week 

(Arriving  in  Mexico  City  fifth  or  sixth  day) 
Consult  Traffic  Managers  of  your  Carriers  relative  to 

Package  Car  Service 

direct  to 

Laredo,  Texas 

from 

New  York,  Chicago,  St.  Louis,  East  St.  Louis, 
Memphis,  Fort  Worth,  Dallas,  San  Antonio 

The  merchants  of  Mexico  are  vitally  interested  in  time  of 
delivery  of  their  merchandise. 

Write  in  for  full  particulars  and  request  a  copy  of  our  Shipping  Imtructioru. 
OFFICES 


Laredo,  Texas  Nuevo  Laredo,  Tamps.,  Mexico 

El  Paso,  Texas  Juarez,  Chih.,  Mexico 

Eagle  Pass,  Texas  Piedras  Negras,  Coah.,  Mexico 

Mexico  City 


A  Complete  Organization  Injuring  Prompt  and  Efficient  Serrice 


MEMBER 

The  New  Orleans  Board  of  Trade,  Ltd. 

New  Orleans  Cotton  Exchange 

New  Orleans  Association  of  Commerce 

Forwarding  Agents  and  Foreign  Freight  Brokers' 

Association  of  New  Orleans 

Grain  Dealers'  National  Association 

The  Interstate  Cotton  Seed  Crushers'  Association 

Mississippi  Valley  Association 

New  York  Produce  Exchange 

i 

The  W.  L.  Richeson  Co.,  Inc. 

EXPORT  SHIPPING  FOR  ACCOUNT  OF  PRINCIPALS 
THROUGHOUT  THE  WORLD 

FREIGHT  BROKERS 
and  FORWARDERS 


613  to  621  Whitney-Central  Building 
NEW  ORLEANS,  LA. 

We  invite  correspondence  from  those  presently  ship- 
ping, or  who  contemplate  export  shipping  through  the 
Port  of  New  Orleans,  or  other  Gulf  Ports.  Details  look- 
ing to  the  thorough  and  expeditious  forwarding  of  all 
commodities  will  be  cheerfully  given. 


Cable  Address:  "Richeson" 
A.  B.C.  5th,  Scott's  Codes 


NEW  YORK  OFFICE          Telegraphic  Codes: 
20  Broad  Street     Robinson's  Universal,  Yopps 


R.  B.  YOUNQ,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go. 

312-314-311  WILLIAMSON  STREET          P.  0.  Box  985 

General      Storage — Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Broker*— Track    Connection*    with    all    Railroads    and    Steamship 
Dock* — Member*  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phon.  No.  4883  SAVANNAH,     GA. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 


PORTLAND,      OREGON 

OREGON  TRANSFER  COMPANY 

Established  In  1868 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

No  switching  charge  on  carload  shipments. 


SEATTLE  TRANSFER  CO. 


123  Jackson  St. 


Seattle,  Wash. 


Quick  Distribution  of  all  Pool  Can 
100,000  sq.  ft.  of  warehouse  space 
Warehouse-men  and  forwarders. 


ROCHESTER,  NEW  YORK 

General  Storage       Forwarding       Carload  Distribution 

Excellent  faculties  (or  reahlpplng  without  cartage.     In*ar*M*  n 
12  cent*.     Members  of  American  Warehousemen'*  Aaaotiatloo  mot 
Arn«rlca>ii  Chain  of  Warehouses. 

Write  for  particulars. 
B.    R.   *V   P.   WAREHOUSE,   Inc.  KINO   AND    MAPLB  ST». 


GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  S*  Ft.  Floor  Space  —  Fireproof  —  Bonded  —  $200,900  Capital 
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12400— Armour  &  Co.  v».  A.  O.  S.  et  al.  _    „ 

12400  (Sub.  No.  1)— J.  Hungerford  Smith  Grape  Juice  Co.  vs.  A.  G.  S. 
et  al. 

May  19— St.  Louis.  Mo.— Examiner  Kceler: 

I.  and  S.  1317  (and  tint  iupplemen«a4  order;— Grain  from  Missouri  to 
southern  Illinois  points. 

May  19— Birmingham,  Ala.— Examiner  Fuller: 
12356— Corona  Coal  Co.  vs.  Director  General. 

May  1»— Omaha.  Neb.— Examiner  Jewell: 
12307— Hydraulic  Press  Brick  Co.  et  al.  vs.  Director  General. 

May  1»— Tulsa.  Okla.— Examiner  Early: 

1228ft— Democrat  Printing  Co.  et  al.  vs.  Ahnapee  &  Western  et  al. 
May  18— New  York.  N.  Y.— Examiner  Carter: 

12270— Chesefiorough  Mfg.  Co..  Consolidated,  vs.  Pa,  R.  R.  et  al. 
May  19 — San  Francisco.  Calif. — Examiner  Gerry: 

I.   and  S.   1319 — Cancellation  of  lumber  rates  from  Pacific  coast  to 
Minnesota  points  via  C.  St.  P.  M.  &  O.  and  G.  N.  Ry. 

Portions  of  fourth  section  applications   206,  346.   347,   349  and  6732, 

R,  H.  Countlss  (In  connection  with  I.  &  S.  Docket  1319). 
May  19 — Argument  at  Washington,  D.  C.: 

11824— Farley  &  Loetscher  Mfg.  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

11827 — Reeses  Coal  and  Dock  Co.  vs.  Director  General. 

119W — The  P.  KocnlK  Coal  Co.  vs.  Hocking  Valley  et  al. 

11964,  (Sub.  No.  1) — The  P.  Koenlg  Coal  Co.  vs.  L.  &  N.  et  al. 

•  11964  (Sub.  No.  2)— The  P.  Koenlg  Coal  Co.  vs.  C.  &  O.  et  al. 

'  11964  (Sub.  No.  3)— The  P.  Koenig  Coal  Co.  vs.  T.  &  O.  C.  et  al. 

•  11964  (Sub.  No.  4)— The  P.  Koenig  Coal  Co.  vs.  L.  V.  et  al. 

May  20 — Chicago,  111. — Examiner  Money: 
12398— Armour  &  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

May  20 — St.  Louis.   Mo. — Examiner  Keeler: 
12242— The  Hipollte  Co.  vs.  A.  C.  &  Y.  et  al. 

May  20— Omaha.  Neb. — Examiner  Jewell: 

12289— C.  N.  DIetz  Lumber  Co.  et  al.  vs.  Colo.  &  Sou.  Ry.  et  al. 
May  20— Charleston,  Mo. — Examiner  Witters: 

12338 — Charleston  Milling  Co.  vs.   Director  General. 
May  20— Argument  at  Washington.  D.  C. : 

11513 — Nevada    Consolidated    Copper    Co.    vs.    Bingham    &    Garfleld 
et  al. 

11517 — Nevada   Consolidated   Copper*  Co.    vs.    Nevada  Northern   and 
Director  General. 

11669 — Stewart-Warner   Speedometer   Corp.   et   al.   vs.   C.    &   N.   W. 
et  al. 

11768 — Albers  Bros.  Milling  Co.  vs.  Director  General. 
May  21 — Chicago,  III. — Examiner  Money: 

12302 — Armour  &  Co.  et  al.  vs.  Chicago  Junction  Ry.  et  al. 

12283— Wilson  &  Co.,  Inc..  vs.  C.  &  A.  et  al. 

12176 — Morris  &  Co.,  vs.  Chicago  Junction  Ry.  et  al. 
May  21 — Philadelphia.  Pa.— Examiner  Carter: 

I.   and   S.   1325— Petroleum   and   petroleum   products  between   points 

within  the  city  limits  of  Philadelphia. 
May  21 — Argument  at  Washington,  D.  C. : 

12081 — Fairmont  &  Cleveland  Coal  Co.  vs.  B.  &  O. 

12082 — Fairmont  &  Cleveland  Coal  Co.  vs.  Monongahela. 

12083 — The  New  River  Co.  et  al.  vs.  Virginian. 

12084— The  New  River  Co.  et  al.  vs.  C.  &  O. 
May  21 — Buffalo.  N.  Y. — Examiner  Smith: 

12317— Lackawanna  Steel  Co.  vs.  Director  General. 
May  21 — Omaha,  Neb. — Examiner  Jewell: 

12298— Omaha  Lumber  &  Coal  Co.  et  al.  va.  Director  General. 
May  21 — Chattanooga,  Tenn. — Examiner  Fuller: 

12370 — Phillips   Excelsior   Co.,    trade   name   of   G.    D.    Andrews,    vs. 

Director  General  and  Southern  Ry. 
May  23— Chicago,  111. — Examiner  Money: 

12311— Swift  &  Co.  vs.  Director  General. 
May  23 — Warren.  Pa. — Examiner  Smith: 

12392 — Clarendon  Refining  Co.  et  al.  vs.  A.  C.  L.  et  al. 


May  23—  Helena,  Ark.—  Examiner  Witters: 
12393—  Lee  Peridergrass  Cotton  Co.  et  al.  vs.  Mo.  Pac.  et  al. 

!SE 

May  23—  Salt  Lake  City.  Utah—  Examiner  Gerry: 
12325—  Wasatch  Coal  Co.  et  al.  vs.  Director  General. 
12328=Jeremy  Fuel  and  Grain  Cp.  et  al.  vs.  Director  General. 
May  23—  Oklahoma  City,  Okla.—  Examiner  Early: 

LcS:  vsetD£ctor  General. 
.-AUa8  Portland  Cement  Co.  J 


. 

Director  General  et  al. 
May  24—  Chicago,  111.—  Examiner  Money: 
12314  —  Swift  &  Co.  vs.  Director  General. 


et  al. 

rn   Union  Telegraph  Cu. 

May  24— Vincennes,  Ind.— Examiner  Keeler: 

12385 — Dyer  Packing  Co.  vs.  B.  &  O.  et  al. 

May  24— Des  Molnes,  la.— Examiner  Jewell: 

12330— Iowa  Malleable  Iron  Co.  vs.  A.  T.   &  S.   F.  et  al. 
May  24— Salt  Lake  City,  Utah— Examiner  Gerry: 

12357 — Ogden  Packing  and  Provision  Co.  vs.  D.  &  R.  O.  et  al. 
May  24 — Argument  at  Washington,  D.   C. : 

11948 — Glacifer  Co.  vs.  American  Ry.  Express  Co. 
'  11622 — E.   I.   DuPont  de   Nemours   &   Co.   vs.   Genessee   &   Wyoming 

et  al 
1  12622  (Sub.  No.  1) — E.  I.  DuPont  de  Nemours  &  Co.  vs.  Genessee  ft 

Wyoming  et  al. 
May  25— Argument  at  Washington,  D.  C.: 

*  11481 — The  Certain-teed  Products  Corp.  vs.  A.  T.  &  S.  F.  et  al. 

*  11739 — Omaha  Chamber  of  Commerce,   Traffic  Bureau,   vs.   C.   B. 

Q.  et  al. 
May  25 — Indianapolis,  Ind. — Examiner  Keeler: 

12349 — Kingan  &  Co.,  Inc.,  vs.  Director  General. 
May  25 — Kansas  City,  Mo. — Examiner  Hartman: 

*  Valuation   Docket  4 — Kansas  City  Southern  Ry.,  Arkansas  Wester 

Ry.,  Fort  Smith  &  Van  Buren  Ry.  et  al. 
May  25 — Chicago,  111. — Examiner  Money: 
12316 — Swift  &  Co.  vs.  Director  General. 
12337 — Swift  &  Co.  vs.  East  St.  Louis  Junction  R.  R.   and  Director 

General. 
May  25 — Cleveland,  O. — Examiner  Smith: 

12318 — The  Grasselli  Chemical  Co.  vs.  N.  Y.  O.  et  al. 
May  25 — Ft.  Worth,  Texas — Examiner  Early: 
12358 — Texas  Live  Stock  Shippers'  Protective  League  et  al.  vs.  Abi- 
lene &  Southern  et  al. 
May  25 — Ottumwa,  la. — Examiner  Jewell: 

12394 — Ottumwa  Chamber  of  Commerce  et  al.  vs.  A.  T.  &  S.  F.  etaL 
May  26 — Argument  at  Washington,  D.  C.: 

*  Finance  Docket  1181 — Application  of  E.  P.  &  S.  W.  Co.  for  authority 

to  change  its  authorized  capital  stock,  having  a  par  valm  .  In 
ital  stock  without  par  value. 
6  Finance   Docket   1214 — Application   of  Ft.    Smith   &  Western    R 
for  authority  to  issue  securities. 

*  Finance  Docket  1386 — Application  of  the  Denver  &  Rio  Ununle  West- 

ern R.  R.  for  authority  to  issue  common  capital  stock. 
May  26— Chicago,  111. — Examiner  Money: 

12335 — Swift  &  Co.  vs.  Georgia  Northern  et  al. 
May  26 — Canton,  O. — Examiner  Smith: 

12391 — The  Whitacre-Greer  Fireprooflng  Co.  vs.  Pa.  R.  R.  et  al. 
May  27 — Chicago,  111. — Examiner  Money: 

12301 — Albert  Lea  Packing  Co.,  Inc..  et  al.  vs.  Director  General. 
May  27 — Dallas,  Tex.— Examiner  Early: 

12371 — Theo.  Marcus  &  Co.  vs.  Director  General. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate    and    Foreign    Commerce 

•co-mix  *  Counsellor 

Bate  AnalyaU— Claum 

Traaaportatlon  971  8PITZER  BLDG. 

Traokaw  Arrangement*— Demurrage     TOLEDO,  OHIO 

Oeneral  Matun  Relating  to  Butt. 

Inunuu  and  Fonlfn  Commene 

OBOBOB  N.  BROWN      OBOBQB  L.  BOTLB 

BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  Adjuitmcnti 

and  Practice  before  the  Intentate 

Commerce  Commiuion. 

••utlurn  Buildini,  Waghlntton.  D.  C 

Telephone  Main  »M 


GEO.    T.    BELL 

COMMERCE  COUNSEL 

1819-1921,  Executive  Vice-President.  North- 
?.™  WJ?1  Vlr»?nla  Coal  Operators'  Associa- 
tion: 1914-1919,  Attorney-Examiner.  Inter- 
State  Commerce  Commission:  1909-1919 
Commerce  Counsel  for  various  commercial 
organizations  and  shippers  of  Missouri  River 
clues. 

MUNSEY  BUILDING.  WASHINGTON.  D.  C. 


CHARLES  H.  LAMPEN 
Commerce  Counselor 


Hickox  BIdg., 


All  phases  of  Traffic 
and  Transportation 

CLEVELAND,  O. 


CHAS.  E.  COTTERILL 

COMMERCE  COUNSEL 

Suite     1120    Hurt    Building 

ATLANTA,  GA. 

CLYDE  N.  THOMPSON 

INDUSTRIAL  TRAFFIC   MANAGER 

All     Traffic     and     Transportation     matters. 

Traffic  Service  Rendered  on  monthly 

basis.   Correspondence  solicited. 

MOREHEAD,    KY. 


KARL  KNOX  GARTNER 

(For  a  number  of  yean  Attorney  and  Bxamlner,  Interstate 
Commerce  Commission,  and  prior  thereto  engaged  In  the 
practice  of  law  at  Louisville,  Ky.) 

Special  attention  to  marten  before  the  Interstate 
Commerce  Commission.  Income  Tax  Unit,  Federal 
Trade  Commission,  United  State*  Shipping  Board, 
Federal  Court*. 

70L706  WOODWARD  BLDO.,  WASHINGTON 


Wilbur  LaRoe,  Jr. 

Commerce  Counsel 
Southern  Building        Washington,   D.  C. 


EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty    Central    Trust    Building, 

St.  Louis,  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claims. 
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RAILROAD    WAGE    REDUCTIONS 

The  U.  S.  Railroad  Labor  Board  has  given  further 
promise  of  reductions  in  railroad  labor  costs  by  its  unex- 
pected announcement  this  week  that  July  1  there  will  be 
readjustments  "downward"  in  the  wages  of  employes. 
There  is  nothing  on  which  to  base  a  guess  or  an  estimate 
as  to  how  much  the  cut  will  amount  to  and  there  is  no 
explanation  as  to  why  the  promise  is  made  in  advance  of  the 
decision.  Probably  the  reason  is  that  the  board  feels  the 
public  demand  for  reductions  in  railroad  operating  costs, 
of  which  the  chief  item  is  labor,  and,  being  human,  desires 
tn  l>e  understood  as  progressive  and  appreciative  of  the  busi- 
ncss  situation,  even  though  it  cannot  act  definitely  at  this 
time.  Its  promise,  therefore,  results  in  benefit  only  to  itself 
except  in  so  far  as  the  knowledge  that  some  sort  of  relief 
is  coming  may  be  of  benefit  to  others. 

We  have  now,  from  the  Labor  Board,  a  definite  abro- 
gation of  the  so-called  national  wage  agreements,  effective 
July  1,  and  a  promise  of  reductions  in  the  wage  scale  itself, 
effective  at  the  same  time.  There  can  be  no  definite  figure 
with  respect  to  either,  for  the  reason  that  the  board  gives 
none  as  to  the  wage  scale  and  that,  as  to  the  national  agree- 
ments, they  are  to  be  replaced  by  individual  agreements  be- 
tween the  carriers  and  their  employes,  and  it  remains  to  be 
seen  how  liberal  the  board  will  be  in  that  matter.  But,  on 
the  face  of  the  facts,  there  is  prospect  of  material  reduction 
in  the  cost  of  railroad  labor  by  July  1  and  the  situation  is 
by  that  much  improved.  The  board  has,  at  least,  contrib- 
uted a  rav  of  light  in  the  all-pervading  gloom. 


PANAMA  CANAL  TOLLS,  ETC. 
The  Traffic  Club  of  Chicago  recently  considered  a  re- 
port of  its  public  affairs  committee  recommending  that  the 
following  letter  be  sent  to  President  Harding,  the  chairman 
of  the  Senate  and  House  committees  on  inter-oceanic  canals, 
and  senators  and  representatives  from  Illinois: 

The  Panama   Canal   was   built    primarily  as   a   strategic   war 
in  ri'ssily  lor  {he  protection  of  all  coasts  of  our  country  anil  iis 


commercial  value  was  secondary  to  this  need.  The  canal  has 
In •>  n  built  by  public  funds  raised  by  taxes  from  the  citizens  of 
our  country.  It  is  now  proposed  to  abolish  canal  tolls  now  li> 
ing  paid  by  ships  under  the  American  flag.  If  these  tolls  are 
abolished,  undoubtedly  the  canal,  instead  of  being  self-support- 
ing, will  incur  deficits  to  be  met  by  general  taxation.  The 
abolishment  of  these  tolls  on  commercial  vessels  will,  of  course, 
permit  such  vessels  engaged  in  tlnited  States  coast  to  coast 
movements  to  lower  their  rates  correspondingly.  We  believe 
it  is  unfair  to  the  railroads  of  the  United  States,  who  are  now 
hardly  able  to  keep  out  of  the  hands  of  receivers,  to  place  this 
additional  competition  upon  them,  and  we  believe  It  is  a  great 
injustice  and  discrimination  against  the  great  interior  of  the 
country  to  oblige  them  to  forego  their  opportunities  to  transact 
business  on  the  Pacific  coast  through  lowering  the  ocean  rates 
and  giving  the  eastern  and  western  fringes  of  the  country  that 
much  greater  advantage  against  the  interior.  We  feel  that  the 
interests  of  all  tax  payers  should  be  considered  and  fair  tolls 
charged  on  commercial  vessels  so  that  the  canal  shall  be  self- 
supporting  and  minimize  the  discrimination  now  existing 
against  the  interior  of  our  country.  We  very  earnestly  protest 
against  free  tolls  being  granted  commercial  vessels  passing 
through  the  Panama  Canal  and  request  your  earnest  efforts 
toward  giving  justice  to  all  portions  of  the  country. 

Discussion  by  the  club  developed  that  there  was  oppo- 
sition by  members  connected  with  steamship  interests  and, 
though  there  were  plenty  of  votes  to  ratify  the  report  of  the 
committee,  it  was  withdrawn  in  the  interest  of  harmony,  it 
being  felt  that  the  club  ought  not  to  take  action  where  there 
was  pronounced  opposition  by  any  appreciable  portion  of 
its  membership.  We  think  the  club  acted  wisely,  for  the 
benefit  from  traffic  club  consideration  of  public  questions 
must  come  from  practically  unanimous  action ;  but  it  is  with 
the  merits  of  the  question  that  was  under  consideration  that 
we  now  wish  to  deal. 

The  objections  to  the  action  proposed  by  the  commit- 
tee were  based  on  the  theory  that  the  abolition  of  Panama 
Canal  tolls  was  proposed  in  the  interest  of  the  American 
merchant  marine  and  that  good  citizens  ought  not  to  place 
themselves  in  the  attitude  of  opposing  its  upbuilding.  The 
committee's  view  is  expressed  in  the  language  quoted. 
Which  is  correct?  We  do  not  mean  here  to  attempt  to 
settle  the  matter,  but  merely  to  point  out  some  things  that 
are  to  be  taken  into  account  in  consideration  of  the  subject, 
which  is  extremely  ini]xirtant. 

It  is  a  fact  that  the  abolition  of  Panama  Canal  tolls 
would  make  it  easier  for  the  boats  to  get  business  in  com- 
petition with  the  railroads.  It  is  a  fact,  also,  that  anything 
that  helps  the  boats  in  such  competition,  correspondingly 
hurts  the  railroads.  Considering  the  subject  from  the 
purely  railroad  point  of  view,  then,  the  boats  ought  to  pay 
tolls  or  the  railroads  ought  to  be  helped  in  some  correspond- 
ing measure  to  compensate  them  for  the  aid  extended  to 
their  competitors.  When  the  railroads  were  so  busy  that 
they  could  not  satisfactorily  take  care  of  the  business  of- 
fered, this  question  of  making  things  easy  for  their  com- 
petitors received  little  attention,  though  the  principle  \\as 
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107  Railway  Ezcfcanc*.  Kansas  City,  M*.                                41  PorUr  Bld»..  Memphis.  Tenm.  514  Counan  Bid*..  Seattle,  Wash. 
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the  same  as  it  is  now.  As  a  practical  matter,  they  were 
glad  tn  have  someone  take  business  ,,('("  their  hands.  While 
the  railroads  were  in  the  hands  of  the  government  for  war 
operation  the  situation  was  the  same.  There  was  no  com- 
petition -merely  a  desire  and  effort  by  everybody  to  get 
business  nmved  as  efficiently  as  possible.  But  now  our  rail- 
mads  are  in  such  condition  that  Congress  has  the  problem  of 
how  to  straighten  out  their  troubles  on  its  hands.  It  is 
giving  earnest  consideration  to  that  problem.  How  can  it 
do  that  and  at  the  same  time  give  what  practically  amounts 
to  a  subsidy  to  competitor  boat  lines? 

I '.ut  the  transportation  question  is  larger  than  the  rail- 
road question.  The  railroads  are  only  one  of  our  transpor- 
tation agencies.  The  Panama  Canal  is  built  and  we  are 
desirous  of  building  up  an  American  merchant  marine.  One 
of  the  ways  in  which  we  may  help  do  this  is  by  abolishing 
canal  tolls  for  American  ships.  How  far  does  the  need  for 
and  desirability  of  a  merchant  marine  justify  our  aiding 
that  institution  at  the  expense  of  our  rail  carriers;  or,  if 
we  do  aid  it  at  the  expense  of  the  railroads,  how  shall  we 
make  up  the  loss  to  the  latter?  That  is  a  question  that  con- 
fronts us  not  only  with  respect  to  free  canal  tolls  but  with 
respect  to  government  aid  to  inland  waterway  carriers, 
which  use  the  highways  provided  by  nature  and  maintained 
in  navigable  condition  at  the  public  expense,  without  pay- 
ing anything  for  their  use.  It  is  present,  also,  in  the  matter 
of  public  building  and  maintaining  of  highways  used  by 
motor  truck  carriers,  subject  to  no  regulation,  but  which 
compete  with  the  rail  carriers.  We  know  of  large  tonnage, 
for  instance,  that  moves  by  barge  from  New  Orleans  to  St. 
Louis  at  considerable  saving  to  the  shipper  but  which  might 
ni  >t  be  able  to  move  in  that  way  if  the  carriers  that  use  the 
waterway  had  to  take  into  their  expense  account  some  of 
the  things  that  the  rail  carriers  must  take  into  account.  It 
is  a  good  thing  for  the  shipper  of  the  particular  commodity 
moved  and  perhaps  a  good  thing  for  business  generally.  It 
may  not  be  as  bad  for  the  rail  carriers  as  appears  on  the 
surface  for,  of  course,  anything  that  increases  the  total 
tonnage  moved  results  in  benefit  to  everybody  concerned, 
and  the  rails  get  some  of  the  tonnage  that  moves  by  river, 
for  the  river  cannot  take  it  to  destination  except  where  the 
point  of  destination  is  on  the  river.  But,  nevertheless,  we 
have  the  government  giving  aid  to  carriers  that  compete 
with  the  rails  and  then  expecting  the  railroads  to  maintain 
themselves  as  privately  operated  enterprises  without  aid  or 
subsidy.  The  question  is  not  only,  "Is  it  fair?"  but  "Is  it 
practical?" 

We  are  not  saying  that  government  aid  to  other  trans- 
portation agencies  should  be  withdrawn  or  that  correspond- 
ing aid  should  be  given  to  the  railroads.  We  are  merely 
saying  that  the  question  is  complex  and  all  its  phases  ought 
to  he  taken  into  consideration  when  we  deal  with  any  one 
oi  (hem.  And  we  venture  to  suggest  a  general  principle 
that  might  be  kept  in  mind  in  dealing  with  the  problem; 
that  is,  that  anything  worth  while  is  worth  paying  for  and 
that  no  one  ought  to  expect  to  benefit  from  the  use  of  some- 
thing valuable  for  which  he  does  not  pay.  Arguing  from 
the  general  to  the  specific,  would  it  not  he  logical  and  busi- 
nesslike to  say  that  if  the  use  of  the  Panama  Canal  is  valu- 
able to  boats,  they  should  pay  a  reasonable  sum  for  its  use? 
If  the  use  of  our  rivers,  maintained  in  navigable  condition 
at  public  expense,  is  valuable  to  other  boats,  should  they 


not  pay  something  for  the  use  of  them?  If  the  use  of  our 
highways,  maintained  at  state  and  national  expense,  is  valu- 
able to  trucks  in  the  business  of  common  carriers,  should 
not  the  trucks  pay  for  what  they  get?  If  a  merchant 
marine  has  to  be  fostered  through  subsidy  and  favoritism, 
will  it  long  amount  to  much  or  be  worth  preserving?  We 
commend  these  questions  and  this  problem  to  the  consider- 
ation of  those  in  Congress  now  dealing  with  the  transpor- 
tation situation.  The  Panama  Canal  tolls  question  is  a  part 
of  that  situation. 


SENATORIAL   CARELESSNESS 

We   have  another  example   of   the   carelessness   with 

which  our  chosen  representatives  and  senators  in  Congress 

handle  the  facts,  in  the  speech  of  Senator  Stanley,  of  Ken- 

tucky.    Speaking  on  the  naval  appropriation  bill,  he  said  : 


taxis  are  but  a  fraction  of  the  indirect  burden.  For 
instance,  under  the  transportation  act  of  1920,  which  has  op- 
erated, according  to  the  testimony  before  the  committee,  but 
one-twelfth  of  the  time,  there  has  been  an  increase  in  rates  of 
$400,000,000.  If  it  had  operated  for  a  full  year,  there  would  have 
been  an  increase  of  practically  $4,000,000,000.  Mr.  Hines  has 
estimated  that  we  pay  $5  out  of  our  pockets  for  every  dollar  of 
increase  in  freight  rates.  That  would  be  an  increase  in  freight 
rates  of  $20,000,000,000  under  one  act;  BO  that  the  little  amount 
the  government  takes  directly  is  so  small  compared  with  the 
amount  we  are  taking  indirectly  that  we  should  not  be  dis- 
couraged or  dismayed. 

Senator  Stanley,  who  is  a  member  of  the  Senate  com- 
mittee on  interstate  commerce,  was  referring  to  testimony 
given  before  that  committee  by  Julius  Kruttschnitt,  in  the 
railroad  inquiry  being  conducted  under  the  Cummins  reso- 
lution. The  printed  tecord  of  the  testimony  does  not  sup- 
port Senator  Stanley's  version  of  it. 

Mr.  Kruttschnitt  said  the  increases  in  rates  authorized 
by  the  Commission  under  the  transportation  act,  which  be- 
came effective  August  26,  1920,  and  were  in  effect  for  four 
full  months  of  1920,  or  a  third  of  the  entire  year  —  instead 
of  one-twelfth  of  the  year—  yielded  $418,000,000  for  the 
four  months. 

"How  meager  this  increase  was,"  said  Mr.  Kruttschnitt, 
"can  be  judged  from  the  fact  that  had  the  increases  de- 
signed by  the  Commission  operated  for  the  full  year  the 
carriers  would  have  earned,  on  the  volume  of  traffic  handled. 
$1,202,000,000  more  than  they  actually  earned  and  the  in- 
crease in  gross  revenues  for  1920  would  have  been  $2,243,- 
000,000  instead  of  $1,041,000,000." 

The  record  does  not  disclose  that  if  "it  (the  transpor- 
tation act)  had  operated  for  a  full  year  there  would  have 
been  an  increase  of  practically  $4,000,000,000,"  nor  any 
basis  for  such  a  calculation. 

Had  the  rate  increases  been  in  effect  throughout  the 
year  of  1920  and  had  the  increased  revenue  accruing  there- 
from been  at  the  same  rate  in  the  other  eight  months  of  the 
year  as  it  was  in  the  last  four  months  —  which  is  a  highly 
improbable  assumption,  because  the  volume  of  traffic  would 
not  have  been  as  great  in  the  preceding  months  —  the  in- 
creased rates  would  have  yielded  $1,254,000,000  in  in- 
creased revenue.  Assuming,  then,  that  Mr.  Hines  was  cor- 
rect in  saying  that  an  increase  in  freight  rates  is  multiplied 
five  times  in  the  price  to  the  ultimate  consumer,  the  total 
effect  of  the  increases  in  rates  for  the  year  would  have  IK-CII 
approximately  $6,000,000,000  instead  of  Senator  StanK 
$20,000,000,000.  In  this  connection  it  may  also  be  pointed 
out  that  statistics  published  by  the  government  show  a  de- 
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dine  in  prices  >incc  the  increased  rates  under  Kx  Parte  No. 
71  l.cianic  effective. 


N.  DAKOTA  RATES  AND  FARES 

The  Traffic  World   Washington  Bureau 

Karl   Knox  Gartner,  special  counsel  for  the  state  of  North 
,  filed  a  motion  in  the  I'nited  Slates  Supreme  Court,  May 
file  an  original  bill  against  the  carriers  oper- 


1£    It  it  *  tr     iu     n  i'      <i»»  ,  •          tVici 

ating  in  North  Dakota  attacking  the  Commissions  order  m  t 
No"  h    Dakota   intrastate   rate  case   and   seeking   an    injunction 
against  the  carriers  executing  the  order  of  the  Commission  di- 

ee.ing  them  to  apply  to  intrastate  traffic  in  that  state    he  same 
percentage   increases   as   were   authorized   for   interstate    traffic 

n  that  territory.     This  is  the  first  action  of  the  kind  resulting 


saying  "that  its  decision  in  Ex  Parte  74  is  beyond  attack  m  this 
proceeding,  although  the  interstate  rates  fixed  by  said  Commis- 
sion in  that  case  are  taken  in  the  present  case  as  the  measure 
of  what  the  intrastate  rates,  fares  and  charges  m  North  Dakota 

°UIt  is^urther  contended  in  the  bill  that  the  carriers  did  not 
make  proof  before  the  North  Dakota  commission  as  required  by 
the  North  Dakota  law  in  support  of  their  application  for  author 
ity  to  increase  the  intrastate  rates,  nor  was  such  proof  offered  t 
fore  the  federal  Commission.  Therefore,  it  is  contended  the 
increases  in  the  intrastate  rates  cannot  legally  be  enforced  or 
applied  contrary  to  the  law  of  North  Dakota. 

Mr   Gartner  also  attacks  the  Commission's  jurisdiction  over 
intrastate  rates  as  exercised  by  it  under  Section  13  and  in  con- 

US">That5lf  the  carriers  made  parties  defendant  hereto  are  per- 
mitted to  put  into  effect  the  increases  in  intrastate  rates,  fares 

iiii  vwu      «•«->•      fj  *-  .  _     i     • il T-»*-»_,-,4...*^     r*n*v\  •m  nr-nr\ 


from  the  intrastate  rate  situation,  all  other  cases  having  been      and  charges  in  North  Dakota  ordered  by  the  Interstate  Commerce 
iginated  first  in  state  or  lower  federal  courts.     The  effective      Commission  in  its  said  order,  said  increases  will  amount  m  the 
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date   of  the   Commission's  order  in   the   North   Dakota   case   is 

In  the  bill  of  complaint  the  North  Dakota  case  is  reviewed 
and  the  allegation  is  made,  as  it  was  before  the  Commission,  that 
the  increases  under  Ex  Parte  74  were  illegal  because  the  Com 
mission  did  not  fix  any  value  on  the  railroad  property  in  t 
Western  group  or  in  the  Mountain-Pacific  group,  although  it  i 
.leased  the  freight  rates  in  the  Western  group  35  per  cent  am 
in  the  Mountain-Pacific  group  25  per  cent,  and  because  in  fixmi 
the  valuations  the  Commissions  did  not  follow  "the  law  of  tne 
land  for  rate-making  purposes,"  and  give  notice  to  the  governor 
of  North  Dakota  of  the  fixing  of  any  valuation  on  which  the  rates 
in  North  Dakota  were  to  be  based. 

Mr.  Gartner's  contention  is  that  under  the  transportation  act 
(section  15a)  the  Commission's  power  to  increase  rates  is  de- 
pendent as  a  condition  precedent  on  the  fixing  of  a  fair  valua- 
tion of  the  aggregate  carrier  property  in  each  rate  group  in 
which  increases  may  be  initiated.  The  Commission  placed  a 
vain.-  on  the  property  of  the  carriers  in  the  entire  Western 
territory,  but  did  not  segregate  that  value  as  between  the  West- 
ern group  and  the  Mountain-Pacific  group,  it  is  contended.  Mr. 
C.artner  says  in  part  in  his  bill: 

"That  the  increases  in  the  intrastate  rates,  fares  and  charges 
which  have  been  just  ordered  by  the  Interstate  Commerce  Com- 
, r.Ksion,  as  will  be  more  fully  described  hereinafter,  which  are 
based  upon  interstate  rates,  fares  and  charges  illegally  made 
are,  accordingly,  arbitrary,  and  result  in  a  taking  of  th<;  property 
of  the  citizens  of  the  state  of  North  Dakota  without  due  process 
of  law  contrary  to  the  provisions  of  the  fifth  amendment  to  ihe 
Constitution  of  the  United  States,  and  that  said  increases  in 
the  said  intrastate  rates,  fares  and  charges  applicable  within  the 
state  of  North  Dakota  are  arbitrary  and  accordingly  unconsti- 
tutional for  the  further  reasons  that  the  said  interstate  rates, 
fares  and  charges  by  which  the  Interstate  Commerce  Commis- 
sion measured  the  said  intrastate  rates,  fares  and  charges,  in  its 
report  and  order  to  be  hereinafter  further  explained  and  identi- 
fied, are  not  founded  upon  the  evidence  recited  by  the  Inter- 
state Commerce  Commission  in  its  report  in  1920,  Increased 
Rates,  in  which  the  line  of  said  interstate  rates,  fares  and 
charges  was  fixed  by  said  Interstate  Commerce  Commission,  to 
wit: 

"The  Commission  at  page  229  of  its  said  opinion  found  that 
the  combined  aggregate  value  of  the  carrier  property  in  West- 
ern and  Mountain  Pacific  groups  was  $8,100,000  and  G  per  cent, 
the  maximum  return  allowable  under  Section  15a  upon  that 
valuation  would  amount  to  $486,000,000.  On  page  237  it  is  shown 
that  the  actual  net  railway  operating  income  for  the  year  ending 
October  31,  1919,  was  $293,212,870.  If  this  figure  of  $293,212,870 
is  deducted  from  $486,000,000  there  remains  $192,787,130,  an 
amount  which  must  be  yielded  the  carriers  in  these  two  combined 
groups  in  order  that  they  receive  6  per  cent  on  the  fair  value 
fixed.  On  page  L':)!»  it  is  shown  that  the  award  of  the  Railroad 
Labor  Board  made  July  20,  1920,  would  cost  these  carriers  an 
aggregate  for  these  two  groups  $234.840,000,  which,  added  to 
$l!»2.7S7,i::ii.  yi-lds  a  total  of  $427,627,120,  which  additional  it 
would  be  necessary  to  increase  revenues  based  upon  1919  fig- 
ures in  order  to  pay  the  increased  labor  costs  and  the  6  per 
cent  on  the  fair  aggregate  value  fixed  at  page  229.  Witness 
\Vitt1inK's  Exhibit  No.  1  filed  in  that  proceeding  shows  that  the 
total  freight  revenues  for  the  year  1919  in  the  two  groups  was 
$1  475,695.163.  The  amount  of  additional  revenue  required,  viz., 
$427,627,130,  is  only  28.9  per  cent  of  the  total  freight  revenues. 
From  which  it  is  evident  that  an  increase  of  28.9  per  cent  alone 
In  freight  rates  applied  uniformly  in  the  two  groups  would  have 
yielded  sufficient  revenue  to  meet  the  legal  requirement  based 
upon  the  figures  which  the  Commission  recites  as  supporting  its 
finding  that  freight  rates  should  be  increased  35  per  cent  and  in 
addition  passenger  fares,  milk  and  cream  and  baggage  rates 
should  be  increased  20  per  cent,  and  a  50  per  cent  surcharge 
should  be  applied  in  connection  with  Pullman  travel." 

The  "infirmities"  of  the  Commission's  decision  in  Ex  Parte 
74,  Mr.  Gartner  continues,  were  pointed  out  to  it  in  brief  and 
argument,  but  it  refused  to  lake  notice  thereof,  dismissing  it  by 


aggregate  to  approximately  $6,000  per  day  to  the  shippers  and 
travelers  intrastate  in  the  state  of  North  Dakota. 

"Wherefore,  your  oratrix,  the  said  sovereign  state  of  North 
Dakota  does  pray  that  this  honorable  court  issue  the  appropri- 
ate process  restraining  the  defendants  named  herein  from  apply- 
ing the  said  order  of  the  Interstate  Commerce  Commission  in- 
creasing the  intrastate  rates,  fares  and  charges  of  North  Dakota 
until  such  time  as  this  court  can  review  the  decision  of  the  In- 
terstate Commerce  Commission  from  which  this  order  resulted 
and  pass  upon  the  constitutional  questions  raised  upon  the  rec- 
ord therein,  and  that  the  necessary  process  issue  to  the  Inter- 
state Commerce  Commission  requiring  it  to  transmit  to  this 
court  its  record  Docket  No.  12085,  North  Dakota  Rates,  Fares  and 
Charges,  upon  which  it  based  its  report  and  order  and  for  such 
further  and  other  relief  as  your  oratrix  upon  a  review  of  that  rec- 
ord may  appear  entitled." 

The  suit  is  brought  under  the  constitutional  right  of  Nori 
Dakota,  as  a  sovereign  state,  to  invoke  the  original  jurisdiction 
of  the  United  States  Supreme  Court. 

The  court  is  expecter  to  pass  on  the  Gartner  motion  when  it 
reconvenes  May  30. 

ILLINOIS   EXPRESS   RATES 

By  an  order  entered  in  No.  12745,  in  the  matter  of  intra- 
state rates  of  the  American  Railway  Express  Company  between 
points  in  the  state  of  Illinois,  the  Commission  has  instituted  an 
investigation  of  those  rates  on  petition  of  the  express  company. 
A  hearing  will  be  held  in  the  matter  at  Chicago,  June  27,  be- 
fore Examiner  Seal.  The  express  company  applied  to  the  pub- 
lic utilities  commission  of  Illinois  for  authority  to  increase  the 
intrastate  express  rates  26  per  cent,  and  milk  and  cream  rates 
20  per  cent,  the  Interstate  Commerce  Commission  having  au- 
thorized, such  percentage  increases  for  interstate  express  traf- 
fic. The  petition  of  the  company  was  denied  and  it  filed  its 
petition  with  the  federal  commission  alleging  that  under  the  Illi- 
nois commission's  order  unjust  and  unreasonable  discrimination 
against  interstate  commerce  would  result,  and  asking  for  au- 
thority to  apply  the  full  interstate  percentage  advances. 


ILLINOIS-INDIANA  COAL  CONFERENCE 
A  conference  between  coal  traffic  representatives  of  Illinois- 
Indiana  lines  and  interested  shippers  will  be  held  at  Room  No. 
2248,  Transportation  Building,  Chicago,  May  26,  at  10  o'clock 
a.  m.,  to  consider  the  question  of  restoration  of  differentials  and 
rate  relationships  on  coal  from  mines  and  stations  in  Illinois- 
Indiana  Coal  and  Coke  Committee  territory. 


PETITIONS  FOR  REHEARING,  ETC. 

The  Director-General  has  asked  the  Commission  to  grant  a 
further  hearing  in  No.  11000,  Lehigh  Portland  Cement  Co.  vs. 
Director-General  et  al. 

Complainants  in  No.  11441,  Hobart  Mill  and  Elevator  Co. 
and  George  B.  Tarr  vs.  Director-General,  and  St.  L.  S.  F.  Ry., 
have  asked  the  Commission  to  grant  a  further  hearing  or  that 
they  be  allowed  to  make  depositions  to  be  submitted  to  the 
Commission  as  evidence. 

P.  A.  Leland  has  asked  the  Commission  to  modify  its  order 
in  No.  11018,  Wichita  Board  of  Commerce  et  al.  vs.  Director- 
General,  Alexandria  &  Western  Ry.  et  al.,  by  extending  the 
effective  date  until  such  time  as  the  Commission  enter  orders 
in  I.  and  S.  Dockets  1303  and  1269,  with-  a  further  extension 
of  sixty  days  beyond  such  time,  in  order  that  the  carriers  may 
make  the  necessary  check  to  comply  with  all  features  of  the 
order. 

Complainant  in  No.  8757,  United  States  Gypsum  Co.  vs.  Cul- 
ver &  Port  Clinton  R.  R.  Co.,  et  al.,  has  petitioned  the  Commis- 
sion for  a  rehearing  of  that  case. 

The  Director-General  has  asked  the  Commission  for  a  re- 
hearing of  No.  11012,  Swift  &  Co.  vs.  Director-General  et  al. 

Complainant  in  No.  11640,  Swift  &  Co.  vs.  Director-General 
has  asked  the  Commission  to  reopen  that  case  and  to  allow 
argument  before  the  whole  Commission  on  the  present  record. 


I.  lil-'l 
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Quest  for  Petroleum  Supply. — Aim>riciin  diplomacy,  popu 
larh  suppose,!  in  In  engaged  much  of  its  lime  in  trying  lo  de- 
h  miine  \vliai  attitude  iliis  government  should  take  with  icspeet 

10  Hir   League  of  Nations  and  questions  growing  directly  out   i.l 
the   war   \\iili   (iermany,   has   a  task  perhaps   harder  than   that. 
Thai   ia.sk   is  io  find  a  way  for  obtaining,  for  American  refiners. 
supplies    of   crude    petroleum    in    parts   of   the    world    not   under 
the  American   Hag.     liefore  the  end  of  the  war,  the  Hrilish  gov- 
ernment, according  to-the  declarations  of  Sir  K.  Mackey  Kdgar. 
Sir  Marcus  Samuels  and  other  British  oil  men,  set   out   to  make 
itself  independent   of  the  United  States  in  the  mailer  of  oil  sup 
plies.     The  war  was  won,  according  to  the  declaration  of  Karl 
Cm /.on.   mi   a   flood   of  oil   sent   to   the  front  in   Europe   by   th)e 
American  oil   industry     A  little  more  than  a  year  ago,  Kdgar,  in 
a    speech    intended    to   hearten   British    protestants   against    the 
millions  the  government  was  spending  in  Mesopotamia,  declared 
that    in    ten    jears   Americans   would   be   paying   $2,000,000,000  a 
\.ar  for   crude  oil   and   that  most  of  that  sum  would   be  going 
into  British  pockets,  because  steps  had  been  taken  by  the  British 

rnment  to  obtain  control  of  practically  all  the  oil  fields  out- 
the  1'nited  States  and  Mexico.     He  said  British  companies 
con i rolled   the  fields  in  Central  and  South  America  and  in   the 
islands  of  the  Carribean,  as  well  as  holding  considerable  areas 
nl  lands  in  the  United  States  and  Mexico.     Retaliation,  shut- 
tlie  Hrilish  out  of  American  fields,  is  no  answer  to  the  ques- 
tion.    The  American  wells  are  being  exhausted   at  a  rate  that 
will  make  them  dry  holes  in  twenty-five  years,  even  if  there  is 
no  increase  in  consumption,  unless  much  new  oil  territory  be  found 
in   the  meantime.     On  the  theory  that   the  only  way  to  obtain 

011  is  io  get  it  from  a  well,  American  companies  are  exploring 
the  earth.     Nearly  everywhere,  however,  they  are  met  with  con- 
sessions   or   claims  of  concessions,   intended    to    exclude   them. 
The  most  recent  exclusion  is  that  by  Holland  from  the  Djambi 
fields  in  the  Netherlands  East  Indies.     The  exclusion,  however, 
is   not   complete   against   all   foreigners.     The   British-controlled 
Hutch-Shell  company,  a  part  of  the  Royal  Dutch-Shell  combina- 
tion,  is  a  holder  of  stock  in  the  company  that   has  obtained  a 
contract   for  the  development  of  the  Djambi  field,  which,  nom- 
inally, is  being  exploited  by  the  Dutch  government.     The  nego- 
tiations between  the  United  States  and  the  government  of  the 
.Netherlands  have  reached  the  point  where  the  United  States  gov- 
ernment has   called  the  Dutch  government,  in  polite  terms,  of 
course,  a  fibber,  if  not  something  worse.     Secretary  Fall,  of  the 
Interior  Department,  is  considering  whether  the  Shell  Company 
of  California,  a  subsidiary  of  the  British  Dutch-Shell,  is  eligible 
to    obtain   leases   on   public    lands    in    California    for    boring   or 
prospecting  for  oil.     At  the  same  time,  the  Canadian  government 
is  considering  whether  Americans  are  entitled  to  obtain  leases 
for  oil  lands  in  Canada.     If  the  State  Department  were  given  to 
as  plain  speaking  about  such  matters  as,  for  instance,  the  Com- 
mission is  about  rates,  the  oil  problem  would  probably  be  raising 
a  great  uproar  throughout  the  world. 


Woman  Witness  in  Rate  Case. — A  woman  witness  in  a  case 
before  the  Commission,  prepared  to  discuss  rate  questions  like 
a  man,  has  made  her  appearance,  with  the  woman  representative 
in  Congress,  the  "lady  mayor,"  and  the  "copette."  She  is  Mrs. 
Mary  A.  Garrison  of  Memphis,  private  secretary  to  3.  B.  Mc- 
Cinnis.  traffic  manager  of  the  Memphis  Merchants'  Exchange. 
She  took  the  witness  stand  at  St.  Louis  recently  in  a  hearing 
on  I.  and  S.  No.  1303,  rates  to  and  from  points  south  of  the 
Ohio  River,  in  which  Examiner  E.  L.  Gaddess  made  a  record 
of  more  than  5,000  typewritten  pages.  Mrs.  Garrison  was  not  a 
voluntary  witness,  but  Mr.  McGinnis  was  ill  and,  if  what  he 
wanted  to  say  was  to  get  into,  the  record,  Mrs.  Garrison  had 
to  say  it.  She  did  that.  Examiner  Garrison  hazed  her  just  a 
little,  because  she  was  half  an  hour  late,  by  suggesting  that  she 
was  in  contempt  of  court.  That  flustrated  her  a  bit,  so  Gaddess 
reli  nied  and  suggested  that  if  there  was  such  a  thing  as  con- 
tempt in  any  case  before  the  Commission  no  one  had  ever  found 
it  necessary  to  make  the  discovery.  Mrs.  Garrison  had  merely 
overslept  herself.  Unlike  a  man,  however,  she  hurried  off  to 
t lie  hearing  without  stopping  for  breakfast.  Adjournment  for 
luncheon  that  day,  it  is  believed,  came  earlier  than  really  neces- 
Y,  because  those  who  were  conducting  the  case  suspected 
there  had  not  been  time  for  even  a  cup  of  coffee  for  Mrs.  Gar- 
rison. 


parlmeiii    oi    Commerce   ill    work    gathering   HlatlMlcs   io   the   end 
that    there    may    he    a    mom  lily    SIIIM>    ,,i      ,,     ,  ,,-tt    ,,|    living,   an 
measured   by  wluii    the  people   pay  Hume  win,  take  the  final  > 
in    distill* nlion      Index    nninliiTH   nhowlng    tin-   decline   of    » • 
sale   prices,  the  Secretary   Hunks,  are  >.i    linle   value   in   a  di   • 

Sinn   oi    the   cost   or   living.      Wholesale    pi,,,  -    ,,,,!    1 1,,,*..    ; 

l->  Hie  consumer.  In  ordinary  llmew  they  may  be  a  n-liahl' 
•ndex  io  i  lie  cowl  of  living,  hut  noi  now.  aw  might  b«  Inferred 
horn  the  tact  that  I  lie  Texas  grower  of  cabbage  get*  $6  a  ton. 
the  railmad  gets  $36  a  ton  to  bring  the  cabbage  to  market,  and 
the  consumer  pa\s  at  the  rate  of  $i::ii  a  ton.  The  retailer.  It 
is  pos.sibile,  could  bring  in  some  facts  to  show  that  he  is  not 
obtaining  as  much  UK  the  figure*  might  be  taken  ing. 

He    slunds    the    greatest    peieeii'  i.oilage    and    lo«w    from 

inability  lo  collect  from  the  consumer,  as  well  an  the  cost  of 
di  livering  one  bead  of  cabbage  and  halt  a  pound  of  biitlei 
means  of  an  automobile  that  is  speeded  up  only  when  the 
driver  is  out  for  a  joy  ride  or  desires  lo  go  some  place  quickly 
so  that  he  may  loiter  around  a  while  before  returning  to  the 
place  of  labor,  .lames  Wilson,  while  Secretary  of  Agriculture, 
in  1910,  pointed  out  that  the  high  cost  of  living  wa«  lar 
due  to  the  exactions  placed  on  the  retailer  by  the  customer  with 
a  telephone  at  her  elbow,  with  a  desire  to  begin  playing  bridge 
at  2  p.  m.,  and  demanding  that  the  grocery  boy  have  the  head 
of  cabbage  and  the  half  pound  of  butler,  the  latter  wrapped  in 
oiled  paper  and  tied  with  baby  blue  ribbon,  at  the  back  door  at 
exactly  1:43  p.  m.  He  said  the  customer  who  paid  cash  and 
carried  his  own  purchases  had  lo  pay  a  share  of  that  cost,  even 
if  he  never  obtained  any  of  its  luxuries.  Ilui  the  caah-and-curi  \ 
retailer  does  not  appear  to  be  able  to  make  much  of  a  reduction 
in  prices.  As  a  rule,  he  is  not  a  good  green  grocer  at  all.  so 
that,  in  a  short  time  his  trade  falls  away  and  the  old-fashioned 
retailer  has  the  business  again — at  higher  prices. 

German  Reparation  Settlement  and  Foreign  Exchange. — Set- 
tlement of  the  German  reparations  question,  and  not  the  sun 
spots,  is  supposed  to  have  caused  the  violent  fluctuations  in  for- 
eign exchange  in  various  parts  of  the  world.  Official  Washing- 
ton thinks  the  promise  of  the  Germans  to  pay  will  help  restore 
the  world  more  nearly  to  normalcy,  because,  if  and  when  the 
Germans  begin  paying,  exchange  rates  will  become  more  nearly 
normal.  Appreciation  in  the  price  of  the  Italian  lire  in  com- 
parison with  the  American  dollar  will  give  the  California  lemon 
grower  a  better  chance  to  market  his  product,  because  the  Italian 
grower  will  not  be  able  to  come  into  the  American  market  with 
such  a  wide  margin  in  his  favor  as  there  was  when  one  Ameri- 
can dollar  was  worth  five  times  as  much  in  Italy  as  in  normal 
times.  In  the  same  way,  the  rise  in  the  price  of  the  German 
mark  will  reduce  the  margin  on  which  Heinle  can  trade  his 
stuff  for  American  dollars.  Hise  in  the  mark  means  greater 
cost  for  the  neighbor  whom  the  Frenchman  regards  as  wooden- 
headed,  yet  not  so  dense  as  to  make  undesirable  a  military 
alliance  by  France,  England,  and  the  United  States.  Russia 
being  an  economic  vacuum,  the  value  of  the  ruble,  expressed  in 
dollars,  is  supposed  to  be  of  no  consequence.  But  if  the  Rus- 
sian were  able  to  buy  something  from  the  United  States  once 
in  a  while,  it  is  suspected  that  there  would  be  a  diminution  in 
the  cry  that  the  freight  rate  is  the  chief  cause  of  trouble.  The 
disruption  in  Europe,  created  by  the  dismemberment  of  Germany 
aid  Austria,  will  have  a  tndency  to  retard  the  return  of  normal 
times  in  international  trade,  because  new  machinery  to  take 
the  place  of  the  German  and  Austrian  machinery  will  have  to  be 
created  by  the  dozen  or  more  new  states  carved  out  of  the 
parts  of  the  two  central  empires.  The  assumption  of  the  allies 
that  created  them  is  that  the  Slavs  now  in  power  in  the  nev. 
entities  are  just  as  able  and  willing  to  carry  on  trade  as  the 
dispossessed  and  down  and  out  Teutons. 


Real  Cost  of  Living  Figures. — Secretary  Hoover  is  deter- 
mined to  make  the  Department  of  Commerce  a  thing  of  use 
to  the  American  business  world.  For  one  thing,  he  thinks  that 
semi  annual  statistics  as  to  the  cost  of  living,  obtained  by  means 
of  prices  furnished  by  volunteer  retailers,  at  a  time  like  this, 
are  not  worth  much.  Therefore,  he  has  set  agents  of  the  De- 


Huge  Cost  of  the.  War. — As  a  step  toward  that  balancing 
of  income  and  outgo  that  is  considered  indispensable  in  e\er\ 
well  regulated  family  and  in  every  state,  President  Harding  and 
the  members  of  his  cabinet  are  scanning  the  list  of  buildings 
rented  by  the  United  States  to  house  its  activities.  The> 
lieve  the  expense  of  government  activities  has  become  almost 
intolerable.  Every  cabinet  meeting  resolves  itself  into  a  thrift 
and  economy  symposium.  But  if  every  dollar  taken  from  the 
treasury  to  pay  the  rent  on  buildings  not  owned  by  the  govern- 
ment were  saved,  the  saving  would  not  be  more  than  a  widow's 
mile.  Few  persons,  it  is  believed,  realize  the  immensity  of  debt 
and  destruction  caused  by  the  war.  The  loss  of  the  government 
in  operating  the  railroads  for  twenty-six  months  and  then  guar- 
anteeing them  for  six'  months  longer,  when  all  items  are  cast  up. 
will  probably  be  greater  than  the  funded  debt  caused  by  the 
Civil  War.  Even  if  it  be  held  that  the  dollar  of  1917  was  worth 
only  one-half  the  dollar  of  1865,  in  purchasing  power,  the  loss 
lo  the  government  on  the  one  venture  into  government  opera- 
tion will  be  half  the  funded  cost  of  that  supposedly  titanic  strug- 
gle between  thirty-odd  millions  of  Americans  which  began  a 
little  more  than  sixty  years  ago.  There  may  be  comfort  in 
comparing  the  United  States  with  other  participants  in  the  war 
— the  British  empire,  for  instance,  so  hard  up  now,  an. I 
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before  the  industrial  war  called  the  coal  strike,  that  it  is  not 
able  to  pay  interest  on  its  external  debt.  It  has  gone,  in  that 
respect,  to  the  level  of  Mexico  and  other  republics  of  Latin 
AiiH'rica.  which,  on  account  of  their  revolutions,  have  been  un- 
able, for  long  terms  of  years,  to  meet  their  interest  obligations 
to  strangers.  When  such  things  are  compared  with  the  rent 
obligations  of  the  United  States,  the  efforts  of  President  Harding 
and  his  colleagues  seem  almost  childish,  yet,  it  is  suggested,  if 
they  did  not  cut  down  even  in  comparatively  small  matters,  no 
beginning  would  ever  be  made. 


Government  Bureau  of  Information. — Postmaster-General 
Hays,  with  the  cordial  approval  of  President  Harding,  has  de- 
cided to  establish  a  bureau  of  general  information  concerning 
government  activities  in  Washington,  with  a  view  to  having  that 
bureau  tell  persons  from  out  of  town  exactly  where  and  when 
to  go  for  the  help  they  think  they  need.  The  preceding  admin- 
istration had  a  bureau  of  that  kind  on  the  most  prominent  corner 
in  Washington,  after  Director-General  McAdoo  had  abolished 
the  separate  Pennsylvania  ticket  office  that  had  occupied  that 
corner  and  consolidated  it  with  other  passenger  ticket  offices. 
That  bureau  was  part  of  George  Creel's  propaganda  and  censor- 
ship organization.  In  connection  with  Hays'  establishment  of 
such  an  office,  the  facetious  ones  suggest  that  it  is  born  of  a 
feeling  that  folks  from  Hoop  Pole  township  and  Steam  Corners 
ought  to  receive  much  help  when  they  arrive  in  Washington 
and  realize  that  not  all  the  work  of  the  government  is  done  in 
one  rather  "largish"  office  building  and  that  it  may  not  be  aa 
simple  to  find  John  Jones  "who  works  for  the  government" 
as  it  was  assumed  it  would  be  before  the  pilgrim  started  east- 
ward. The  only  trouble  there  has  been  with  government  offices 
of  information  is  that  those  who  operated  them  seldom  knew 
enough  to  be  able  to  give  any  real  help.  There  are  many  men 
in  Washington  who  achieve  comfortable  incomes  by  reason  of 
the  fact  that  they  know  how  and  where  to  obtain  help  for  those 
who  know  that,  contrary  to  Benjamin  Franklin,  generally  speak- 
ing, it  Is  better  to  send  than  to  go  when  something  is  or  ought 
to  be  done  in  Washington.  The  clerks  that  can  be  hired  for 
such  an  office  of  information  only  know  rudimentary  things 
such  as  an  inquirer  could  obtain  by  writing  a  letter  to  his  sen- 
ator or  representative.  Few  senators  or  representatives  could 
be  of  any  real  value  in  such  an  office,  although  they  know  more, 
from  experience,  than  any  clerks  Hays  could  hire.  Hays  may 
build  up  a  bureau  of  real  value,  but  if  he  does,  it  is  believed 
by  those  who  know  something  about  the  matter,  that  he  will 
succeed  because  he  procured  the  services  of  men  who  have  been 
earning  from  $5,000  to  $15,000  a  year  by  reason  of  their  know- 
ing how  to  get  things  done  in  Washington.  A.  E.  H. 


EXPRESS  RATE  SITUATION 

The  Traffic  World  Washington  Bureau 

Formal  complaint  against  the  situation  brought  about  May 
1,  when  the  Southeastern  Express  Company  began  doing  busi- 
ness under  tariffs,  filed  by  the  American  Railway  Express  Com- 
pany, which  restricted  the  through  route  and  joint  rate  arrange- 
ments to  points  having  only  one  express  company  office,  has 
been  filed  by  the  Merchants  and  Manufacturers  Association 
of  Baltimore  against  the  American  Railway  Express  Company 
in  Docket  No.  12747.  It  alleges  that  under  the  supplement  to 
the  American  Railway  Company's  tariff  filed  under  the  Com- 
mission's special  permission,  No.  52586,  the  older  express  com- 
pany deprived  the  members  of  the  Merchants  and  Manufacturers 
Association  of  the  use  of  the  facilities  of  the  Southeastern 
Company  and  denied  the  new  express  company  the 
through  route  and  joint  rate  arrangements  established  by  the 
Commission  in  the  express  rate  case. 

Coincident  with  the  promulgation  of  that  complaint,  dated 

'  5,  the  Commission  announced  that  it  had  allowed  the  Na- 

tional  League  of  Commission  Merchants  of  the  United  States 

the  Associated   Fruit  Company  of  Chicago  and   Sgobel  &   Day 

New  York  to  intervene  in  the  complaint  filed  by  the  Balti- 

ore    organization.     They    heard   of   the   complaint    before    the 

Commission  had  made  It  public. 

The  offense  charged   against  the   American   Railway   Corn- 

by  the  complaining  association  is  that  of  subjecting  its 

members  to  practices  and  the  payment    of    charges  for  trans- 

on  that  are  unjust,  unreasonable,  and  unduly  prejudicial 

n  violation  of  the  first  and  third  sections.     The  prayer  is  for 

*   establishment   of  just,    reasonable    and    non-discriminatory 

through  routes  and  joint  rates. 

In   the   complaint,   it    is    pointed   out,  that  Baltimore  mer- 

chants do  a  considerable  amount  of  business  in,  for  example 

he  valley  of  Virginia,  and  that  the  reasonable,  just  and  Proper 

hrough  route  for  such  shipments  is  over  the  line  of  the  Ameri' 

can  Railway  Express  to  Washington,  D.  C,  and  thence!  by  the 


Under  the  practices  of  the  American  Railway  Express  Con 
pany  no  shipments  into  Virginia  can  be  made  from  Baltimore 
•unl±      °l  ^f  HneS  °f  the   SomheaBten,   Express   Company 
a  such  shipments  are  presented  at  defendant's  terminals 


by  the  instrumentalities  of  the  Southeastern  Express  Company, 
which  causes  the  shipments  of  complainant's  members  to  be 
seriously  interfered  with." 

While  the  formal  complaint  was  being  put  through  the 
routine  of  the  Commission  the  Southeastern  Express  Company 
was  making  an  arrangement  of  some  kind  with  the  Washington, 
Baltimore  &  Annapolis,  an  electric  line  that  serves  the  points 
mentioned  in  its  name,  whereby  express  business  was  being 
brought  from  Baltimore  to  Washington.  Such  an  arrangement, 
if  made  permanent,  might  have  the  effect  of  cutting  off  part  of 
the  Baltimore  complaint,  because  it  would  obviate  the  difficulty 
caused  by  the  arrangement  whereby  the  shipments  of  the  com- 
plainants would  have  to  be  brought  to  the  terminals  of  the 
American  Railway  Express  by  the  equipment  of  the  South- 
eastern. 

The  Commission  has  forty  or  fifty  informal  complaints 
against  the  troubles  caused  by  the  supplement  to  the  American 
Railway  Express  Company  that  became  operative  on  May  1. 
Express  troubles  of  the  kind  now  existent  appear  to  be  a  new 
experience  in  the  southeast.  Just  about  the  beginning  of  the 
war  between  the  states  the  Southern  Express  Company  was 
organized  by  men  prominent  in  the  Adams  Express  Company. 
For  purposes  of  service  the  two  companies  were  as  one  com- 
pany, so  the  users  of  express  service  in  that  part  of  the  country 
never  had  any  of  the  thrills  produced  by  the  competition  of 
rival  companies.  For  a  time  the  companies  had  a  hyphenated 
name,  but  later  each  used  its  corporate  name.  The  shipper, 
however,  never  had  to  bother  about  billing.  He  came  into  con- 
tact with  only  one  company,  the  offices  of  the  two  companies 
being  in  the  same  quarters  operated  by  common  employes. 

Conflicting  reports  as  to  how  the  two  companies  have  tried 
to  soften  the  asperities  of  their  war,  caused  by  the  obnoxious 
supplement,  are  being  received.  One  report  has  it  that,  from 
some  points  they  are  taking  business  on  the  tonnage  basis. 
Another  has  it  that  they  are  pro  rating.  In  neither  is  the  ship- 
per interested.  But  some  of  the  complaints  allege  that  the 
reports  that  the  two  companies  are  co-operating  to  save  the 
shipper  annoyance  are  either  false  or  misleading. 

Unless  hearings  on  the  formal  report  are  set  for  an  early 
day,  the  unsatisfactory  conditions  may  continue  for  a  long  time, 
because  the  officers  of  the  two  companies  appear  to  be  unable 
or  unwilling  to  make  the  arrangements  which  the  Commission, 
in  its  report  in  the  express  case  (24  I.  C.  C.),  directed  those 
then  in  existence  to  make.  The  order  of  the  Commission  in 
that  case  was  virtually  a  direction  to  make  rates  over  the  short- 
est possible  routes,  regardless  of  whether  such  rates  gave  the 
originating  express  company  the  long  or  the  short  haul. 

MINIMUM  CHARGES  UNDER  G.  0.  28 

It  was  the  position  of  the  complainants  in  docket  No.  12336, 
Armour  &  Co.  vs.  Director-General,  hearing  on  which  was  held 
before  Examiner  John  T.  Money  in  Chicago,  May  19,  that  while 
General  Order  28  contemplated  certain  increases  in  all  existing 
freight  rates,  passenger  fares,  and  baggage  charges,  it  did  not 
provide  for  an  increase  in  the  minimum  charges  on  less  than 
carload  shipments,  where  the  proper  charges,  as  increased,  did 
not  exceed  the  minimum  of  50  cents  per  package. 

Minimum  charges  on  L.  C.  L.  freight  were  covered  in  sec- 
tion 5  of  the  order  which  read:  "The  minimum  charge  on  less 
than  carload  shipments  shall  be  as  provided  in  the  classifica- 
tion governing,  but  in  no  case  shall  the  charge  on  a  single 
shipment  be  less  than  fifty  cents." 

L.  A.  Newell,  of  the  traffic  department  of  Armour  &  Co., 
testified  that  the  agent  at  East  St.  Louis,  where  his  company 
has  a  packing  plant  from  which  it  dispatches  L.  C.  L.  shipments 
in  peddler  cars  into  the  Southeast,  had  interpreted  this  section 
merely  as  making  the  minimum  charges  uniform,  because  prior 
to  the  promulgation  of  General  Order  28  minimums  had  varied 
in  the  tariffs  between  25  and  75  cents.  As  a  result  of  this 
reasoning,  the  agent  applied  the  25  per  cent  horizontal  increase 
to  the  minimum  of  50  cents,  making  it  63  cents,  and  in  such 
cases  where  the  classification  carried  a  minimum  of  75  cents, 
to  94  cents. 

The  practice  was  later  discontinued  and  Freight  Rate  Au- 
thority 6182,  which  became  effective  April  4,  1919,  specifically 
provided  for  the  non-application  of  the  25  per  cent  increase 
to  minimum  charges.  Prior  to  that  time,  however,  Mr.  Newell 
said,  a  large  number  of  shipments  had  been  made  into  the  south- 
eastern states  upon  which,  according  to  his  contentions  over- 
charges amounting  to  approximately  $1,000  were  made. 

Thomas  W.  Woodward,  appearing  for  the   Director-General, 

took  the  opposite  view  in  the  matter  of  the  increased  minimums.' 

He  said  that  had  the  proper  interpretation  been  as  outlined  by 

the  complainants  it  would  not  have  been  necessary  to  promul- 

Freight   Rate    Authority    6182.      Peddler    car    service    was 

[escribed  by  him  as  being  particularly  expensive  for  the  carriers 

on  account  of  frequent  stops.     Paul  E.  Blanchard,  attorney  for 

Armour  &  Co.,  however,  called  attention  to  the  fact  that  rates 

on    these   cars   were   paid   on   a   basis   of   a   minimum   of    1,000 

jounds  hauled  to  the  farthest  distant  point  to  which  they  were 

He   also   pointed   out  that   Armour's   own   equipment 

was  used  and  that  the  shipper  paid  the  icing  charges. 
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Decisions  of  Interstate  Commerce  Commission 


ALLOWANCE  FOR  SPOTTING 

Tin  Commission  has  dismissed  No.  11067,  Edge  Moor  Iron 
is.  ivniisj  Uania,  Director  General,  Opinion  No.  6847,  61 
I  C.  C.  ">:'>V  H>.  holding  that  the  failure  of  the  Pennsylvania  to 
perform  spotting  services  at  the  plant  of  the  complainant,  a 
manufacturer  of  boilers  at  Edge  Moor,  Del.,  or  to  make  an  al- 
lowance' for  the  complainants'  performance  of  that  service,  did 
not  .subject  complainant  to  unreasonable,  unjustly  discrimina- 
nt- unduly  prejudicial  rates. 

The  complainant  alleged  that  the  Pennsylvania  by  making 
an  allowance  of  ?1.22  per  car  for  the  spotting  done  by  the  Amer- 
BridKo  Co..  tin1  plant  of  which  adjoins  that  of  the  com- 
plainant, subjected  the  iron  company  to  the  payment  of  rates 
charges  which  were  and  are  unjust  and  unreasonable,  un- 
justly discriminatory  and  unduly  prejudicial. 

Commissioner  Daniels,  who  wrote  the  report  in  the  case, 
said  the  real  object  of  the  complaint  was  to  secure  an  allow- 
ance for  the  spotting  service  rather  than  have  that  service  per- 
formed by  the. Pennsylvania  Railroad.  The  Pennsylvania  at  the 
hearing  conceded  that  defendant  performed  for  itself  services 
without  compensation  substantially  similar  to  that  upon  which 
defendant  elected  to'  grant  an  allowance  to  the  bridge  company. 
The  only  difference  was  that  the  boiler  company  used  a  loco- 
motive crane,  while  the  bridge  company  used  an  ordinary  loco- 
motive. Commissioner  Daniels  said  that  the  complainant  relied 
principally  upon  a  comparison  of  treatment  accorded  to  the 
bridge  and  boiler  companies  to  make  its  case.  He  said  the 
boiler  company  had  never  asked  the  Pennsylvania  to  perform 
the  service,  whereas  the  bridge  company  had  asked  for  the  per- 
formance of  such  service.  The  Pennsylvania  elected,  however, 
to  hire  the  bridge  company  to  perform  that  service  for  itself. 
At  the  argument,  the  complainant  said  it  was  not  asking  for 
the  future,  but  merely  for  reparation,  because  it  might  not  wish 
the  Pennsylvania  to  perform  the  service  in  the  future. 


SODA  PRODUCTS  FROM  SALTVILLE 

In  a  report  on  I.  &  S.  No.  1273,  Soda  Products  from  Salt- 
ville,  Va.,  and  No.  11123,  Diamond  Alkali  Co.  vs.  Director  Gen- 
eral, Akron,  Canton  &  Youngstown  et  al.,  Opinion  No.  6159, 
61  I.  C.  C.  5529-62,  the  Commission  has  held  that  the  carriers 
had  justified  proposed  rates  on  soda  products  in  carloads  from 
Saltville,  Va.,  to  points  in  Central  territory.  Therefore,  it  di- 
rected the  vacation  of  the  order  and  discontinuance  of  the  in- 
vestigation. It  also  directed  the  dismissal  of  the  Diamond  Alkali 
Co.'s  complaint. 

The  complaint  of  the  Diamond  Alkali  Co.,  the  report  said, 
was  directed  particularly  against  the  relationship  between  the 
rates  from  Alkali,  O.,  to  destinations  in  Ohio,  Indiana,  Illinois, 
Kentucky  and  western  Pennsylvania  on  the  one  hand  and  rates 
from  Saltville,  Va.,  to  common  markets.  The  Mathieson  Alkali 
Works  protested  against  the  rates  in  the  suspended  schedules. 


>\tent  that  It  exceeded  6  cents  to  which  banln  reparation  la  to 
be  made. 

I'tior  to  October,  1914,  there  was  a  commodity  rate  of  4 
cents.  On  October  26,  lull.  thlH  wan  Increased  to  4.2  cents. 
Successive  increases  under  decisions  of  the  Commission  ami 
General  Order  No.  28,  finally  brought  that  rate  applicable  via  an 
interstate  route  to  II  cents. 

The  complainant  had  to  take  plates  from  Indiana  Harbor  In 
obedience  to  the  orders  of  the  American  Iron  and  Steel  Produc- 
tion Board,  a  branch  of  the  War  Industries  Board,  which  had 
authority  to  allocate  all  government  purchases  of  Iron  and  steel 
articles.  When  the  complainant  was  required  to  obtain  steel 
plates  at  Indiana  Harbor,  the  rate  disparity  was  discovered  to  be 
so  great  that  It  Immediately  asked  for  a  reduction.  At  the  time 
it  asked  for  a  reduction  the  rate  on  plates  from  Indiana  Harbor 
to  Pullman,  111.,  was  2.5  cents;  the  rate  to  Mount  Vernon,  111., 
and  St.  Louis,  276  and  279  miles  distant,  was  only  12  cents  and 
to  Betterdorf,  la.,  a  distance  of  190  miles,  was  only  10.5  cents. 

The  Railroad  Administration  reduced  the  rate  to  6  cents  in 
April,  1919.  The  Railroad  Administration,  however,  fought  the 
demand  for  reparation.  In  defense  of  the  14  cent  rate,  they  said 
the  rates  for  short  haul  traffic  in  and  around  Chicago  were  very 
low  prior  to  federal  control  and  application  for  permission  to 
increase  them  was  pending  when  the  government  took  over  the 
railroads.  The  railroads  and  the  Railroad  Administration  con- 
tended that  the  cancelation  of  the  commodity  rate  of  4.2  cents 
and  all  other  commodity  rates  on  iron  and  steel  articles  in  cen- 
tral territory  was  authorized  and  approved  by  the  Commission 
in  Fifteenth  Section  Order  No.  57,  of  October  26,  1917.  The 
Commission  said  that  it  was  not  necessary  to  discuss  that  order 
because  its  sanction  of  a  general  adjustment  in  no  Instance  car- 
ries with  it  approval  of  any  particular  rate. 

Commissioner  Hall,  who  wrote  the  report,  said  the  record 
affirmatively  showed  and  the  defendants  conceded  that  the  Mark 
Manufacturing  Co.,  the  predecessor  of  the  Steel  &  Tube  Co.,  of 
America,  was  damaged  to  the  extent  of  the  difference  between 
the  rate  paid  and  the  reasonable  rate. 


FRESH  MEATS  AND  POULTRY 

The  Commission,  in  a  report  on  I.  and  S:  No.  1298,  Fresh 
Meats  and  Dressed  Poultry  from  Ohio  River  Crossings  to  South- 
eastern Points,  Opinion  No.  6860,  61  I.  C.  C.  610-12,  has  held  as 
unjustified  the  proposed  increase  of  half  a  cent  per  100  pounds 
in  the  rates  on  dressed  meats  and  poultry,  from  Cairo  and  Ohio 
River  crossings  to  destinations  in  the  Southeast  and  ordered 
them  to  cancel  the  suspended  schedules  on  or  before  June  17. 

The  increase  was  proposed  so  as  to  place  the  rates  through 
Cairo  and  the  Ohio  River  crossings  on  a  parity  with  those, 
through  Memphis,  and  thereby  restore  a  parity  that  existed  for 
years.  The  rates  as  proposed  to  be  increased  would  have  been 
in  excess  of  those  authorized  in  Ex  Parte  No.  74.  Protesting 
packers  treated  the  proposals  as  a  scheme  by  the  carriers  to 
take  advantage  to  the  last  degree  of  the  rule  for  disposing  of 
fractions. 

Differences  to  be  equalized  in  that  way  were  created  by 
General  Order  No.  28,  and  the  rule  thereunder  for  disposing  of 
fractions.  The  protesting  packers  said  the  carriers  could  have 
equalized  without  trying  to  obtain  greater  increases  than  al- 
lowed by  the  Commission. 


CAR  PLATES,  IND.  HARBOR  TO  MICH  CY. 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11052,  Steel  &  Tube  Co.,  of  America 
et  al.,  vs.  Michigan  Central,  Director-General,  et  al.,  opinion  No. 
6841,  61  I.  C.  C.  526-9.  The  Commission  held  unreasonable  a  rate 
of  14  cents  on  steel  car  plates  during  federal  control  from  In- 
diana Harbor,  Ind.,  to  Michigan  City,  Ind.,  because  and  to  the 


SWITCHING  CHARGES  AT  CAIRO 

An  order  to  cancel  the  suspended  schedule  has  been  made 
by  the  Commission  in  connection  with  its  report  on  I.  &  S.  No. 
1284,  opinion  No.  6846,  61  I.  C.  C.  535-6,  switching  between  C.  C. 
C.  &  St.  L.  incline  tracks  and  connections  at  Cairo,  111.  The  Com- 
mission held  that  the  proposed  cancellation  of  switching  charges 
at  Cairo  applicable  between  the  Big  Four's  incline  or  river  track 
and  the  tracks  of  connecting  lines,  and  from  its  track  barge 
to  connecting  lines  tracks  at  the  same  place,  thereby  making 
applicable  clear  distance  rates,  had  not  been  justified, 
present  charge  between  the  incline  or  river  track  and  tracks  of 
connecting  lines  not  including  the  placing  of  cars  on  boats  or 
barges  is  $4.  The  charge  for  the  whole  service  of  taking  a  car 
from  the  tracks  of  a  connecting  line  and  placing  it  ready  for 
unloading  to  a  boat  is  $9.  On  the  class  rates,  the  charges  on  a 
50,000  pound  car  would  be  $32.50. 

The  Big  Four  sought  to  justify  the  proposal  on  the  ground 
that  the  river  track  and  track  barge  constitutes  its  private  term- 
inal facilities,  the  use  of  which  it  does  not  desire  to  extend  to 
its  connections;  that  the  amount  of  traffic  is  inconsiderable  and 
that  the  present  charges  are  not  compensatory.  The  Commission 
pointed  out  that  the  Big  Four  had  not  proposed  to  cancel  its 
charges  on  lumber  and  articles  taking  lumber  rates  to  indus- 
tries on  its  own  line  and  continued  its  offer  to  make  the  transfer 
at  the  rate  of  $1.50  per  car  while  proposing  to  charge  $32.50  for 
similar  service  for  connecting  lines. 


IRON  POLES,  ETC.,  MISS.  RIVER  AND  IA. 

In  a  report  on  I.  &  S.  No.  1287,  Iron  Poles,  Pipes  and  Con- 
nections between  Mississippi  River  Crossings  and  Iowa  Points, 
opinion  No.  6845,  61  I.  C.  C.  530-4,  the  Commission  held  that  the 
carriers  had  not  justified  their  proposal  to  increase  proportional 
rates  on  iron  or  steel  pipe,  on  iron  or  steel  telegraph,  telephone 
and  electric  railway  poles  and  on  pipe  connections,  couplings 
and  fittings  in  carloads  from  the  east  and  from  upper  Mississippi 
River  crossings  to  interior  Iowa  points.  The  suspended  schedules 
are  to  be  canceled. 

The  proposition  carried  in  the  suspended  schedules  was  to 
cancel  proportional  commodity  rates  established  during  federal 
control,  leaving  the  fifth  class  rates  to  apply.  In  establishing  the 
proportional  rates  which  the  carriers  proposed  to  eliminate,  the 
Railroad  Administration  observed  the  principle  laid  down  by  the 
Commission  in  Interior  Iowa  Cases,  46  I.  C.  C.  39.  In  that  case 
the  Commission  established  a  proportional  class  scale  on  traffic 
to  and  from  points  east  of  the  Indiana-Illinois  state  line-  to  be 
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applied  between  the  west  bank  of  the  Mississippi  River  and  in- 
terior Iowa  cities.  In  disposing  of  that  case  the  Commission 
said  that  it  expected  the  carriers  to  adjust  their  commodity  rates 
to  conform  to  the  proportional  class  scale  written  by  it. 

In  justification  of  the  proposal  to  cancel  the  commodity  pro- 
portional rates  the  carriers  quoted  a  declaration  by  the  Commis- 
sion made  in  Western  Trunk  Lines  Iron  &  Steel,  47  I.  C.  C.  109, 
"We  think  that  the  use  of  the  fifth  class  proportional  rates  there 
prescribed  (Interior  Iowa  Cases)  has  been  justified  as  to  ship- 
ments of  iron  and  steel  articles  and  pipe  from  east  of  the  Indi- 
ana-Illinois state  line  moving  on  combination  rates  made  on  the 
Mississippi  River."  The  carriers  contended  that  the  existing 
proportional  commodity  rates  established  by  the  Railroad  Ad- 
ministration were  established  through  inadvertence  and  that  the 
proposed  cancellation  was  to  make  operative  the  basis  approved 
by  the  Commission  in  47  I.  C.  C.  109. 

The  Commission  said,  by  way  of  answer  to  the  contention 
of  the  carriers,  based  on  its  decision  in  47  I.  C.  C.  109,  that  there 
have  been  material  changes  in  transportation,  and  traffic  con- 
ditions since  that  decision  was  made  and  that  the  particular  rate 
adjustment  in  issue  as  it  was  now  presented  was  upon  a  different 
basis;  therefore,  the  Commission  concluded  that  the  carriers 
had  not  justified  their  proposal  and  ordered  them  to  cancel 
their  schedules. 

ARIZONA  RATES,  FARES  AND  CHARGES 

In  an  opinion  written  by  Commissioner  Meyer  on  No.  11971, 
In  the  Matter  of  Rates,  Fares  and  Charges  Applicable  Between 
Points  in  the  State  of  Arizona,  opinion  No.  6854,  61  I.  C.  C. 
572-85,  the  Commission  held  rates,  fares  and  charges  required 
liy  slate  authority  to  be  maintained  by  the  respondents  within 
Arizona  lower  than  those  authorized  for  interstate  application 
in  Ex  Parte  No.  74,  to  be  unduly  prejudicial  to  interstate  pas- 
sengers and  shippers,  unduly  preferential  to  intrastate  passen- 
fers  and  shippers,  and  unjustly  discriminatory  against  interstate 
commerce.  The  undue  prejudice  is  to  be  removed,  on  or  before 
July  15,  by  bringing  the  state  rates  up  to  the  level  of  the  inter- 
state. 

Commissioner  Eastman,  as  usual,  dissented,  without,  how- 
rver.  writing  out  the  views  he  has  heretofore  expressed  in  other- 
similar  state  cases.  Commissioner  Hall  concurred,  but  wrote 
a  short  separate  opinion  as  to  the  findings  on  live  stock  and 
ore.  He  said  that  as  to  rates  on  live  stock  there  may  be  no  un- 
due prejudice  to  El  Paso  as  compared  with  Cactus,  the  stock 
yard  and  packing  point  near  Phoenix,  but  that  such  prejudice 
seems  to  exist  to  the  undue  advantage  of  Cactus  in  comparison 
with  Los  Angeles.  Doubts  as  to  the  adjustment,  he  said,  should 
be  removed  by  further  hearing.  His  idea  is  that  as  to  ore  there 
should  be  further  hearing,  as  he  suggested  in  Utah  Rates,  Fares 
and  Charges,  60  I.  C.  C.  388,  at  which  hearing  the  facts  could 
be  more  fully  developed. 

In  disposing  of  this  case  the  Commission  followed  the  prece- 
dents set  in  the  New  York,  Illinois  and  Wisconsin  cases. 

The  Arizona  commission  denied  the  applications  of  the  car- 
riers for  permission  to  bring  their  rates,  fares  and  charges  to 
the  level  of  the  rates,  fares  and  charges  approved  by  the  fed- 
eral body  in  Ex  Parte  No.  74,  .which  applications  were  filed 
before  the  federal  body  had  acted.  The  carriers  declined  to 
put  in  any  testimony  other  than  the  Commission's  report  and 
order  in  Ex  Parte  No.  74.  Immediately  after  denial  of  the 
application  by  the  Arizona  commission,  the  carriers  filed  a  com- 
plaint with  the  federal  body.  Counsel  for  Arizona  objected  to 
the  Commission's  consideration  of  the  case  on  the  ground  that 
the  carriers  had  not  exhausted  their  remedies  with  the  state 
tribunal.  The  Commission  said  that  a  somewhat  similar  con- 
tention was  made  by  Arkansas  and  that  its  answer  in  that  case 
would  be  the  answer  in  the  Arizona  case.  As  to  the  various 
questions  of  the  constitutionality  of  the  interstate  commerce 
act  or  the  validity  of  the  interpretations  which  the  federal  body 
had  placed  upon  it,  the  report  said  that  answers  were  made 
to  such  questions  in  its  reports  in  the  New  York  and  Illinois 


. 

With   regard   to   the  adjustment  of  rates   on   live   stock   to 
.  El    Paso,   Tex.,   and    Los   Angeles,    Calif     about 
Commissioner  Hall  wrote  a  concurring  report  suggesting 
farther  bearing,  Commissioner  Meyer  said  the  record  did  not 
varrant  a  finding  of  unjust  discrimination  or  undue  prejudice 
with  respect  to  intrastate  rates  on  live  stock     Rates  from  Ari 

^  ,f  "^'i8,  Weoe  pre8cribed    bv    the   Commission  in 
«  i   Jf  £  National  Live  Stock  Association  vs.  Southern  Pacific 
2  I.  C.  C.  515;  and  same  vs.  same,  22  I   C   C 
The  Commission  also  said  that  the  record  was  not  suffi- 
cient on  which  to  base  a  conclusion  as  to  reasonableness  of  live 
slock  rates   between   points  in  Arizona. 

The  carriers  estimated  that  the  failure  of  the  Arizona  com- 
mission to  allow  the  increases  would  deprive  them  of  revenue 
the  rate  of  $450,000  per  year  from  passengers,  and  $850000 

or'""/™,1"0,'",  fr,elght     ^r'ZOna  attacked  the  Commission's  method 
f   administering   section    15    (a)    and   also   suggested   that    the 
roads  in  Arizona  were  not  honestly,  efficiently  and  econom 
ically  managed.     To  sustain  the  charge  of  inefficiencv  and"ack 


of  economy,  Arizona  pointed  out  that  full  tariff  rates  are  im- 
posed by  the  Southern  Pacific  upon  the  company  material  of 
the  Arizona  Eastern,  between  which  there  is  a  close  corporate 
relationship.  Arizona,  Commissioner  Meyer  said,  apparently  was 
of  the  view  that  the  Southern  Pacific  should  transport  the  ma- 
terials used  by  the  Arizona  Eastern  free  or  at  reduced  rates. 
Commissioner  Meyer  answered  that  contention  by  quoting  Con- 
ference Ruling  225  (b),  in  which  the  Commission  said  that 
where  stock  in  one  carrier  company  is  owned  by  another  carrier 
company,  but  both  maintain  separate  organizations  and  report 
separately  to  the  Commission,  they  may  not  lawfully  carry  prop- 
erty free  for  each  other. 

Arizona  also  contended  that  the  book  values  of  certain  lines 
in  Arizona,  less  eight  per  cent,  which  it  stated  was  the  formula 
used  by  the  Commission  in  the  valuations  set  forth  in  Ex  Parte 
No.  74,  was  in  excess  of  the  actual  valuation  of  the  roads  in 
Arizona.  Commissioner  Meyer  said  that  the  Commission  in  its 
report  in  Ex  Parte  74  placed  a  valuation  upon  the  properties 
of  the  carriers  in  the  western  group  as  a  whole,  and  did  not 
announce  a  separate  valuation  for  any  particular  road  or  for 
the  roads  within  a  particular  state.  The  Commission,  therefore, 
did  not  consider  it  necessary  to  go  into  a  further  discussion  of 
the  state's  contention  with  regard  to  the  valuation  of  the  lines 
which  the  state  authorities  had  selected  in  this  case. 


LATE  DECISIONS 

The  Traffic   World   Washington  Bureau 

On  rehearing  in  No.  10083.  Whitewater  Lumber  Company  vs. 
the  Alabama  Central,  the  Commission  has  reversed  itself  to  the 
extent  of  eliminating  from  its  former  decision  a  holding  that 
rates  on  yellow  pine  from  Autaugaville,  Ala.,  were  unreasonable 
as  well  as  unduly  prejudicial.  It  adhered  to  its  holding  that  rates 
from  short  line  points  were  unreasonable  to  the  extent  they 
exceeding  junction  or  group  rates,  denying  reparation  on  the 
ground  that  no  damage  had  been  shown. 

Hall,  Daniels  and  Potter  dissented  for  reasons  set  forth  by 
•.hem  in  the  Swift  Lumber  Company  and  other  similar  cases. 

In  No.  11485,  Birmingham  Southern  against  the  Alabama  Great 
Southern,  the  Commission  has  changed  the  position  it  tools  on 
per  diem  reclaims  by  industrial  railroads  in  the  Owasco  River 
Railway  case,  and  gone  back  to  the  position  it  took  in  the  sec- 
ond industrial  railways  case — namely,  that  an  industrial  railroad 
is  not  entitled  to  make  per  diem  arrangements  with  trunk  lines, 
but  must  be  treated  almost  as  a  shipper  and  pay  demurrage  for 
use  by  trunk  lines. 

In  dealing  with  the  Birmingham  Southern,  the  Commission 
has  prepared  an  average  agreement  plan,  with  a  slight  modifica- 
tion as  to  the  period  of  free  time,  and  directed  the  Birmingham 
Southern  to  extend  the  average  agreement  privilege  to  shippers 
on  its  rails.  The  Commisssion  said  that  the  common  carriiM- 
status  of  the  Birmingham  Southern  gave  it  no  inherent  right 
to  per  diem  or  reclaim. 

In  No.  11524,  limitations  of  liability  in  connection  with  trans- 
mission of  telegraph  messages,  the  Commission  condemned  the 
Western  Union's  limitation  of  liability  for  negligence  in  trans- 
mission or  delivery  or  for  non-delivery  of  unrepeated  and  re- 
peated messages,  as  unreasonable.  It  held  that  $500  would  be  a 
reasonable  limitation  on  unrepeated  messages  and  $5,000  on  re- 
peated messages.  Its  rules  are  to  be  changed  on  or  before 
July  13. 


N.  C.  &  ST.  L.  BOND  ISSUE 

The   Traffic   World   Washington  Bureau 

Authority  has  been  granted  the  Nashville,  Chattanooga  & 
St.  Louis  to  issue  $1,000,000  worth  of  its  first  consolidated 
mortgage  five  per  cent  gold  bonds,  sell  any  or  all  of  them,  and 
pledge  and  repledge,  from  time  to  time,  until  otherwise  ordered, 
all  or  any  part  thereof,  as  collateral  security  for  any  note  or 
notes  which  may  be  issued  under  paragraph  (9)  of  section  20-a. 

The  applicant  needs  money  for  its  ordinary  operations  and 
for  necessary  additions  and  betterments,  its  income  being  in- 
sufficient to  provide  the  necessary  working  capital  and  carry  on 
its  ordinary  operations.  Under  the  terms  of  its  consolidated 
mortgage  it  has  authority  to  issue  bonds,  bearing  five  per  cent 
interest,  against  any  part  of  its  track  not  already  covered  by 
bonds,  by  an  amount  not  exceeding  $20,000  a  mile.  The  com- 
pany has  a  stretch  of  track  a  little  more  than  fifty  miles  long 
which  it  acquired  out  of  surplus,  against  which  this  issue  of 
bonds  is  to  be  made,  thereby  making  the  operation  a  reimburse- 
ment of  its  treasury  for  the  money  taken  therefrom  for  buying 
that  stretch  of  track,  with  surplus,  instead  of  calling  in  new 
capital. 

The  bonds  are  to  be  put  out  in  such  a  way  that  the  charge 
will  not  exceed  seven  per  cent,  including  all  fees  and  commis- 
sions. No  arrangements  had  been  made,  when  the  testimony 
was  taken,  for  selling  the  bonds  or  using  them  as  collateral  for 
short-term  notes,  if  that  way  of  financing  should  be  deemed  bet- 
ter than  selling  the  bonds  outright. 
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Tentative  Reports  of  the  Commission 


CONDENSED  MILK,  WIS.  TO  MAINE 

In  a  report  to  the  Commission  on  No.  12128,  Armour  & 
Companj  \  Chicago  \-  North  Western  ot  al.,  Examiner  M.  G. 
de  Quevado  has  recommended  a  holding  of  unreasonableness 
and  an  a \\ai-d  of  reparation  as  to  a  shipment  of  condensed  milk 
from  Denmark.  VVis.,  to  Danger,  Me.,  May  21,  1917,  because  and 
to  II"1  extent  ihai  the  rate  exceeded  the  fifth  class  rate.  If  the 
Commission  upholds  the  examiner's  report,  and  the  courts  hold 
that  Congress  had  the  power  to  say  that  the  statute  of  limita- 
tions should  not  run  against  complaints  alleging  violation  of 
the  act  to  regulate  commerce  during  federal  control,  the  com- 
plainant will  obtain  reparation  to  the  amount  of  $15.10  on  one 
carload  of  condensed  milk. 

The  Chicago  &  North  Western,  represented  in  this  case  by 
A.  F.  Cleveland,  one  of  its  attorneys,  made  the  point,  ai  Ihe 
hearing-,  that  the  statute  barred  this  claim  on  May  21  1919. 
The  claim  was  filed  informally  December  11,  1920,  more  than  a 
ir  after  the  expiration  of  the  two  year  period  allowed  by  the 
old  act  to  regulate  commerce.  The  formal  complaint,  however, 
was  filed  prior  to  the  enactment  of  the  transportation  law,  Feb- 
ruary L'S.  Iii20,  at  a  time  when  there  was  no  definite  method 
for  setting  it  before  the  Commission.  The  question  of  jurisdic- 
tion, it  is  believed,  will  be  taken  to  count. 

Section  206  (f)  of  the  transportation  act  says  the  period  of 
federal  control  shall  not  be  counted  in  computing  the  two  years 
of  limitation  upon  the  filing  of  claims  that  a  rate  was  in  vio- 
lation of  the  act  to  regulate  commerce. 

Examiner  Quevado  dismissed  the  jurisdictional  question  by 
saying  merely  that  the  Commission  had  taken  jurisdiction  over 
similar  cases.  No  mention  is  made  in  the  report  as  to  the 
grounds  of  defense  set'  forth  by  the  carriers  for  a  commodity 
rate  higher  than  the  class  rate. 

HATES  ON  WOOL 

Examiner  Frank  E.  Mullen  has  advised  the  dismissal  of 
No.  11109,  Boston  Wool  Trade  Association  vs.  Boston  &  Albany 
Director-General,  et  al.,  on  a  holding  that  the  rates  on  wool  in 
the  grease,  wool  scoured,  wool  tops,  noils  and  waste,  in  carloads, 
between  points  in  New  England  are  not  unreasonable  or  other- 
se  unlawful.  Briefly  stated,  the  examiner  said  the  complaint 
was  that  any  increase  in  rates  on  wool  since  June  24,  1918, 
greater  than  the  25  per  cent  basis  used  in  General  Order  No. 
!8  and  40  per  cent,  the  basis  for  the  eastern  district  in  Ex  Parte 
No.  74,  was  unreasonable. 

Increases  much  greater  than  those  that  would  have  accrued 
under  the  suggestion  made  by  the  examiner  as  the  gist  of  the 
case  have  been  made  since  June  24,  1918.  In  New  England,  on 
all  roads  other  than  the  Bangor  &  Aroostook,  by  exceptions  to 
Official  Classification,  wool  was  rated  one  class  lower  than  in 
the  classification.  In  General  Order  No.  28,  Director-General 
\doo  told  the  carriers  to 'publish  a  minimum  class  scale,  for 
application  to  commodities  that  were  being  carried  on  excep- 
tions to  the  classification. 

Application  of  the  minimum  class  scale  to  wool  carried  in 
New  England  for  distances  of  50  miles  or  less  worked  a  great 
increase.  It  made  the  minimum  rate  17  cents  per  100  pounds. 
Some  of  the  rates  to  which  the  minimum  applied  were  as  low 
as  7  and  9  cents. 

Although  the  Commission  had  allowed  the  Anderson  scale 
to  be  made  operative  a  considerable  time  before  General  Order 
Xo.  28  came  into  effect,  not  all  roads  had  availed  themselves 
'  the  privilege.  The  shippers  who  had  been  allowed  the  ben- 
it  of  rates  in  effect  prior  to  the  making  of  the  Anderson  scale 
were  hardest  hit  by  the  application  of  the  minimum  class  scale. 
'  the  Anderson  rates  had  been  put  in  and  plussed  25  per  cent, 
the  minimum  rate  on  wool  would  have  been  only  13  cents. 

The  complaining  wool  men  alleged  undue  prejudice  in  favor 
snippers  of  leather,  shoes  and  factory  supplies.  They  sub- 
mitted exhibits  to  show  lower  ton-mile  earnings  on  leather, 
.ind  shoes  and  factory  supplies  than  on  wool.  Mullen 
observed  that  there  is  no  competition  between  the  commodities 
mentioned  nor  between  the  men  who  handle  the  different  com- 
modities. He  preferred  the  car-mile  as  a  more  satisfactory  test 
and  said  that  a  comparison  of  the  car-miles  showed  that  the 
rates  on  wool  were  not  out  of  line,  hence  his  recommendation. 

DEMURRAGE  LEGALLY  ASSESSED 

Attorney-Examiner  William  B.  Hunter  has  recommended  the 

dismissal  of  No.   11644,   the   Upson  Company   vs.   Erie,   Director- 

ieneral,  et  al.,  on  a  holding  that  demurrage  assessed  on  various 

cars   under   constructive    placement  at    the    complainant's    plant 

t    Lockport,    X.    V..    in    November    and     December,    1918.    were 

illy  assessed. 


There  was  dispute  between  the  caul.,   ;,nd  the  consignee  u 
to  Whether  the  carrier  had   iniei  ivrnl   with  the  unloading  "I" 
lions  of   ihe  consignee  and   an   allegation   that  'the  carrier   ii»>l 
not  tendered  the  oldest  car  first,  thereby  canning  rnoie  demur 
rage  to  accrue  than   would   have   become   due   had    Hie   rule   oD 
seniority  been  observed.     The  examiner  said  there  wan  no  show- 
ing to  rebut  the  testimony  of  the  employes  of  the  railroad  that 
cars  were  placed  as  ordered  by  the  employes  of  the  complain 
ant    and    nothing    olher    than     the     answer    "yes"    to    questions 
about    interference   and   a  "yew"   that    there   were    times   when    Ihe 
consignee  could  not  obtain  cars  to  be  unloaded.     The  examiner 
said  there  was  no  showing  that,  at  the  time  when  Ihe  unloading 
crew  was  idle,  there  were  cars  under  constitutive  placemen? 
thill    I  lie   railroad   company  had    failed    lo   exeeiiie   any  order   to 
place  cars,  or  executed  it  in  any   way  olher  than  indicated  by 
the   consignee. 


COAL,  KENTUCKY  TO  IOWA 

Examiner  F.  H.  Barclay  has  recommended  the  dismissal  of 
No.  11289,  United  Light  &  Railways  Co.  et  al.  vs.  C.  R.  I.  &  I'  . 
Director-General,  et  a,!.,  on  a  holding  that  rates  on  soft  coal  from 
Jenkins,  Ky.,  to  Davenport,  Muscatine,  Ottumwa,  Iowa  City  and 
Fort  Dodge,  la.,  and  from  McRoberts.  Ky.,  to  Iowa  City,  had 
not  been  shown  to  be  or  to  have  been  unreasonable. 

The  complainants  are  public  utilities  with  by-products  coke 
and  water  gas  plants.  They  complained  against  the  combina- 
tion rates  exacted  on  gas  coal  from  the  points  in  Kentucky  men- 
tioned in  their  complaint.  They  changed  from  the  coal  gas 
process  to  the  water-gas  and  by-product  coke  process  a  few 
years  ago  because  it  was  cheaper,  as  the  rates  on  gas  coal  wen 
at  the  time  they  changed  from  coal  to  water  gas.  Iowa  coal 
is  unfit  for  that  process  and,  as  alleged  by  the  complainants,  the 
little  gas  coal  they  can  obtain  from  Illinois,  is  not  as  good  as 
the  Kentucky  coal,  for  that  purpose. 

Their  principal  grievance  was  that  both  factors  of  the  com- 
bination rate  was  increased  on  July  1,  1917,  and  again  on  June 
25,  1918.  The  increase  in  the  rate  from  Jenkins  to  Davenport 
from  June  30,  1917,  to  the  present  has  been  from  $2.95  to  $5.46. 
They  tried  to  persuade  the  examiner  that  the  railroads  had  mis- 
interpreted General  Order  No.  28,  but  Barclay  called  their  atten- 
tion to  the  Commission's  decision  on  that  point,  which  runs  to 
the  effect  that  it  does  not  make  much,  if  any,  difference  what 
the  order  meant,  but  that  the  question  to  be  answered  in  every 
case  was  whether  the  rate  was  reasonable.  '  As  to  that,  Barclay 
thinks  the  Commission  should  hold  as  before  indicated. 


SPRINKLERS  AND  HEATING  MIXTURES 
A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  Warren  H.  Wagner  in  a 
tentative  report  on  No.  11146,  Automatic  Sprinkler  Co.  of  America 
vs.  Alabama  &  Vicksburg,  Director-General,  et  al..  as  to  the  fail- 
ure of  the  carriers,  in  Western  Classification  territory,  to  allow 
carload  mixtures  of  the  pipes,  fittings,  and  other  articles  needed 
in  putting  up  automatic  sprinkler  and  heating  systems,  for  the 
benefit  of  shippers  at  Youngstown  and  at  Mississippi  River 
crossings  for  the  two  years  prior  to  January  12,  1920.  Wagner 
recommended  a  holding  in  this  case  similar  to  that  in  General 
Fire  Extinguisher  Company  vs.  Director-General  (56  I.  C.  C.  727). 
In  obedience  to  that,  carriers  established  a  mixing  rule  to  all 
territories  except  to  transcontinental,  effective  May  12,  1920.  The 
question  in  this  case  was  as  to  reparation.  Wagner  recom- 
mended an  order  to  that  effect. 


INTERSTATE    R.    R.    EXTENSION 

The  Interstate  Railroad  Company,  in  finance  docket  1 1 l.~.. 
has  asked  permission  to  issue  $3,000,000  worth  of  slock,  at  par. 
to  the  Virginia  Coal  and  Iron  Company,  which  owns  all  the  slock 
of  the  railroad  company,  so  as  to  obtain  the  money  for  extend- 
ing its  railroad  from  Norton,  Va.,  down  the  Guest  River,  to  a 
connection  with  the  Carolina,  Clinchfield  &  Ohio.  The  coal  and 
iron  company  has  not  yet  said  that  it  will  buy  the  railroad  com- 
pany's stock,  but  the  railroad  company  has  a  suspicion  that  its 
chief  stockholder  will  take  the  stock  and  provide  the  money  for 
the  extension.  A  certificate  of  public  convenience  and  neces 
tins  been  issued  by  the  Commission  authorizing  the  construction 
of  the  extension.  That  certificate,  however,  is  not  sufficient  to 
enable  the  company  to  sell  the  stock  necessary  for  the  procure- 
nirnt  of  Ihe  money.  The  Commission  did  not  approve,  in  whole, 
the  application  of  tho  Interstate  Railroad  Company  for  making 
jisions.  It  disapproved  a  brarch  proposed  to  be  run  up 
Tom's  Creek,  from  a  connection  with  the  branch  that  is  to  con- 
nect the  line  of  the  applicant  with  ihe  Carolina.  Clinchfield  & 
Ohio. 
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COMBINATION  RULE  CANCELLATION 

Thi  Tragic  World  Washington  Bureau 

A  supplement  cancelling  the  combination  rule  carried  in 
U  S  Railroad  Administration  I.  C.  C.  No.  1,  as  to  every  com- 
modity other  than  lumber,  will  be  filed  to  become  operative 
August  1  The  supplement  will  also  carry  a  provision  cancelling 
the  rule's  application  to  lumber  on  January  1,  1922. 

The  thought  of  the  tariff-filing  agents  is  that  by  the  days 
mentioned  that  'outgrowth  of  General  Order  No.  28  will  have 
totally  disappeared  from  the  Commission's  files.  It  may  also  D 
the  thought  of  that  division  of  the  Commission  which  has  been 
dealing  with  the  subject.  There  are  shippers  who  believe  that 
when  those  affected  by  the  proposed  cancellation  become  fully 
alive  to  its  significance  they  will  make  such  representations 
to  the  Commission  that  it  will  either  suspend  the  supplement 
or  persuade  the  agents  to  postpone  the  operative  dates  for  one, 
two,  or  three  months. 

The  carriers  tried,  after  the  decision  in  Ex  Parte  No.  74,  to 
cancel  the  rule  for  figuring  combinations.  They  suggested  can- 
cellation in  the  material  filed  by  them  in  support  of  their  allega- 
tions in  that  case,  but  they  did  not  press  the  point.  As  soon, 
however,  as  the  Commission  had  disposed  of  the  matter  they 
took  up  the  subject.  By  individual  tariffs  or  supplements  they 
undertook  to  get  rid  of  the  rule  and  restore  the  old  method  of 
making  rates,  either  by  combination  of  the  locals  or  by  combina- 
tion of  proportionals.  Their  desire  to  get  rid  of  the  rule  made  by 
the  Railroad  Administration  was  based  on  the  theory  that  they 
were  entitled  to  an  increase  in  each  factor  of  a  combination. 
The  rule  for  making  rates  on  combination,  on  many  commodities, 
because  of  the  specific  maximum  established  by  Director-General 
McAdoo,  prevented  them  from  realizing  all  they  thought  they 
were  entitled  to  obtain. 

The  Commission  suspended  the  attempts  of  individual  lines 
to  achieve  cancellation,  but  it  allowed  modifications  in  the  rule 
for  making  combinations,  which  gave  the  carriers  some  relief. 

In  January  they  filed  a  supplement  saying  they  would  cancel 
the  rule  on  June  1.  The  Commission  held  that  to  be  merely  a 
notice  of  an  intention  to  cancel.  On  the  suggestion  of  the  Com- 
mission they  put  into  that  tariff  a  notice  to  shippers  that  joint 
through  rates,  or  proportionals,  would  be  published  on  all  com- 
modities as  to  which  a  movement  of  comparative  regularity 
could  be  shown.  Shippers  were  invited  to  make  such  showings. 
It  is  known,  however,  that  many  industries  have  not  taken  the 
trouble  to  follow  that  suggestion.  As  a  matter  of  fact,  the  in- 
junction to  come  and  prove  that  one  is  entitled  to  joint  or  pro- 
portional rates  has  been  read  largely,  if  not  wholly,  by  rate 
clerks.  Many  traffic  managers  know  only  in  a  hazy  way  that 
there  is  pending  a  proposal  to  abolish  the  rule  for  making  rates 
on  combinations.  The  traffic  manager  of  a  prominent  cement 
company  only  a  short  time  ago  had  his  attention  directed  to  the 
fact  that  unless  he'  made  representations  to  the  carriers  he 
might  not  have,  after  August  1,  joint  or  proportional  rates  to 
points  to  which  he  has  been  sending  his  product  with  a  fair 
degree  of  regularity. 

Those  who  have  an  idea  that  the  Commission  will  be  con- 
strained to  suspend  the  cancellation  supplement  so  that  it  will 
not  become  effective  on  August  1  believe,  notwithstanding  the 
warning,  that  there  will  be  a  considerable  number  of  shippers 
who  have  not  taken  the  trouble  to  prove  to  the  carriers  that 
they  have  enough  business  to  warrant  joint  or  proportional 
rates,  although  there  may  be  considerable  movement. 

Brick,  cement,  and  sand  and  gravel  men  are  the  ones  who 
will  probably  be  hardest  hit.  The  cancellation  supplement,  so 
far  as  they  are  concerned,  will  become  operative,  according  to 
present  plans,  August  1.  Brick,  sand,  gravel,  and  cement  move 
to  the  big  cities  at  all  times,  but  every  community,  at  one  time 
or  another,  breaks  forth  with  a  big  building  project.  Such 
communities  and  those  who  serve  them  are  the  ones  likely  to 
be  financially  hurt  by  the  cancellation,  because  there  will  not 
be  any  line  of  rates,  other  than  a  combination  of  locals,  on  which 
the  unusual  traffic  can  move.  Traffic  men  believe  that  on  spo- 
radic movements  the  combination  of  locals,  even  of  class  rates, 
should  be  paid,  but  those  who  are  called  on  to  pay  them  usually 
object.  Under  the  notice  In  the  tariff,  suggested  by  the  Com- 
mission, shippers  or  communities  that  cannot  show  a  movement 
either  in  the  past  or  in  the  immediate  future  cannot  be  heard  to 
ask  for  an?  rate  adjustment  other  than  full  combinations  of 
locals. 


TIN  CANS  TO  FORT  WORTH 

At  the  hearing  on  docket  No.  12312,  Armour  &  Co.  vs.  A.  T. 
*  S.  F.  et  al.,  before  Examiner  John  T.  Money,  in  Chicago,  May 
18,  the  carriers  were  accused  of  evading  the  Commission's  order 
in  the  Dallas  Chamber  of  Commerce  case  by  increasing  the  car- 
load minimum  on  cans  from  St.  Louis  and  Kansas  City  to  Port 
Worth  when  publishing  the  reductions  ordered  in  that  case  In 
the  Dallas  case  (40  I.  C.  C.  619),  the  Commission  ordered  the 
Santa  Fe  and  the  other  defendants  to  reduce  the  rates  on  tin 
:ans,  carload,  from  St.  Louis  to  Fort  Worth  by  five  cents  and  to 
the  rate  to  the  same  point  from  Kansas  City  five  cents 


under  the  St.  Louis  rate.  The  effect  of  this  order  and  the  reduc- 
tions made  on  October  15,  1916,  in  compliance  with  the  order, 
was  to  reduce  the  St.  Louis  rate  from  88  to  83  cents  and  the 
Kansas  City  rate  from  81  to  78  cents. 

The  carriers,  however,  in  publishing  the  lower  rate,  raised 
the  minimum  weight  from  9,000  to  14,000  pounds,  and  W.  W. 
Hanker,  assistant  traffic  manager  for  Armour  &  Co.,  who  testified 
at  the  hearing,  said  that  the  actual  effect  of  the  "reduction"  was 
to  raise  the  rate  because  the  average,  loading  on  cans  shipped 
between  the  two  points  was  somewhere  between  5,000  and  8,00' 
pounds,  depending  on  the  size  of  the  car.  Reparation  on  268 
carloads,  amounting  to  }22,000,  was  asked. 

R.  S.  Outlaw,  appearing  for  all  defendants,  took  the  posi- 
tion that  Armour  &  Co.  had  not,  in  fact,  borne  the  freight 
charges  because  their  aggregate  business  for  the  three  years 
during  which  the  cars  in  question  moved  was  done  at  a  profit. 
He  therefore  contended  that  the  cost  of  transporting  the  cans 
was  borne  by  the  consumer. 

Classification    of    Lard    Containers 

The  classification  of  60  and  110  pound  lard  containers  was 
the  cause  of  the  dispute  in  No.  12282,  Armour  &  Co.  vs.  Beau- 
mont, Sour  Lake  &  Western  et  al.,  which  was  heard  on  the  same 
day.  These  containers  were  billed  and  shipped  as  drums  and 
the  drum  minimum  of  12,000  pounds  applied.  The  complainants 
contend  that  they  were  in  reality  cans  and  as  such  should  have 
taken  the  can  minimum  of  9,000  pounds.  The  average  weight 
of  116  cars  of  these  containers,  which  moved  from  New  Orleans 
to  Fort  Worth  subsequent  to  March  1918,  was  5,906  pounds  and 
the  complainants  claim  a  straight  overcharge  on  these  ship- 
ments of  $3,926.58.  On  nine  cars  which  moved  to  Ft.  Worth 
from  Granite  City,  111.,  an  overcharge  of  $357  is  claimed. 

Mr.  Manker  introduced  samples  of  the  containers  as  exhibits 
and  pointed  out  wherein  they  differed  from  his  conception  of 
drums.  They  were  made  of  30-gauge  sheet  metal,  he  said,  and 
the  covers  were  removable,  whereas  drums  are  generally  made 
of  heavier  metal  and  are  filled  and  emptied  through  a  bung.  He 
also  pointed  out  that  the  empty  containers  are  not  returned  and 
that  they  are  simply  regarded  as  a  package  for  the  lard  con- 
tained in  them.  No  extra  charge  is  assessed  to  the  customer 
to  cover  their  cost. 

A.  H.  Kiskaddon,  attorney  for  the  St.  L.  &  S.  W.,  said  that  in 
his  opinion  the  difference  between  cans  and  drums  depended 
solely  on  their  relative  size.  He  contended  that  the  total  charge 
assessed  for  the  movements  involved  was  reasonable  and  said 
that  the  designation  of  containers  of  such  a  size  as  cans  would 
open  the  way  to  other  shippers  to  claim  the  can  minimum  on 
other  containers  which  have  always  been  considered  as  drums. 
He  pointed  out  that  the  containers  involved  had  been  invoiced 
as  drums  by  the  manufacturer  and  that  they  were  universally 
considered  as  such  by  the  trade. 

C.   F.  A.  COMBINATION    RATE   RULE. 

The  reference  in  the  Traffic  World  of  May  14,  page  1046,  to 
Kelly's  tariff  I.  C.  C.  226  as  carrying  the  C.  F.  A.  combination 
rate  rule,  was  incorrect.  The  tariff  is  Kelly's  I.  C.  C.,  228. 

CLAIMS  AGAINST  WIRE   COMPANIES 

The  Traffic   World   Washington  Bureau 

Senator  Jones,  of  Washington,  has  reintroduced  the  bill 
(S.  1775)  providing  for  causes  of  action  arising  out  of  federal 
control  and  operation  of  the  telegraph  and  telephone  systems 
during  the  war.  The  measure  directs  the  President  to  adjust, 
settle,  liquidate  and  wind  up  all  matters,  including  actions  at 
law,  suits  in  equity  and  proceedings  in  admiralty  arising  out  of 
or  incident  to  federal  control  of  the  wire  systems.  It  provides 
for  the  appointment  of  an  agent  of  the  President  against  whom 
causes  of  action  may  be  brought.  Complaints  for  reparation  on 
account  of  damage  claimed  to  have  been  caused  by  reason  of 
the  collection  or  enforcement  during  federal  control  of  rates, 
charges,  classifications,  regulations  or  practices  which  were  un- 
just, unreasonable,  unjustly  discriminatory,  or  unduly  or  unrea- 
sonably prejudicial  or  in  violation  of  the  interstate  commerce 
act,  it  is  provided,  may  be  filed  with  the  Interstate  Commerce 
Commission  within  one  year  after  the  passage  of  the  act,  and 
the  Commission  is  given  jurisdiction  to  hear  and  decide  such 
complaints.  It  is  further  provided  that  the  period  of  federal 
control  shall  not  be  computed  as  a  part  of  the  periods  of  limita- 
tions in  actions  against  persons,  firms,  associations  or  corpora- 
tions, or  in  claims  for  reparation  to  the  Commission,  for  causes 
of  action  arising  prior  to  or  during  federal  control. 


BOSTON  &  MAINE  BRANCH  ABANDONMENT 
The  Boston  &  Maine  has  filed  two  applications  with  the 
Commission  asking  authority  to  abandon  two  small  branches. 
One  of  the  branches  is  located  entirely  within  Jefferson,  N.  H., 
and  abandonment  is  proposed  because  it  has  been  operated  at  a 
loss.  It  is  known  as  the  Waumbek  branch.  The  other,  known 
as  the  Profile  branch,  is  located  in  the  towns  of  Bethlehem  and 
Franconia,  N.  H.  It  also  has  been  operated  at  a  loss,  the  ap- 
plicant states.  Both  branches  have  been  operated  only  in  the 
summer  months  for  tourist  travel. 
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THE  CUMMINS  INVESTIGATION 

Tkt   Traffic   World  WukiHflo*  Bureau 

"I  don't  want  to  be  understood  UK  opposing  rate  reductions 
where  they  are  necessary,"  said  Mr.  Kruttschnitt,  chairman  of 
i In-  Southern  Pacific,  before  the  Senate  Interstate  commerce 
commitee  May  12.  "Hut  each  case  should  be  carefully  studied 
and  proof  required  that  reasonably  certain  results  will  follow. 

"Take  the  case  of  the  Panama  Canal.  When  It  was  first 
opened  we  lost  considerable  traffic.  We  took  up  I  tie  question  ol 
what,  we  should  do  to  hold  our  traffic.  A  careful  study  was 
made  and  an  application  was  made  to  the  Commission  for  re- 
dueed  rates.  These  were  authorized  and  we  got  back  consid- 
erable t  raffle." 

Another  such  analysis  would  have  to  be  made  to  meet  the 
Shipping  Board  competition  through  the  Panama  Canal,  he 
said. 

Senator  Stanley  brought  on  a  discussion  of  seasonal  coal 
rates.  Mr.  Kruttschnitt  indicated  he  did  not  have  much  faith 
in  proposals  providing  for  a  reduction  in  rates  on  coal  in  order 
to  induce  consumers  and  coal  dealers  to  stock  up  during  the 
spring  and  summer  months.  He  illustrated  his  position  by  tell- 
ing of  an  experience  he  had  when  the  Southern  Pacific  and  the 

i m  1'acific  were  under  unified  operation  and  owned  coal 
mines  in  the  west.  He  said  everybody  wanted  coal  in  the  win- 
ter months  and  they  could  not  get  it.  He  said  the  experiment 
of  reducing  the  prices  on  coal  in  the  summer  months  was  tried 
for  two  years.  The  first  year  no  results  were  obtained.  In 
the  second  year  about  25,000  tons  of  coal  over  what  would  have 
moved  anyway  were  bought,  out  of  a  total  annual  movement 
of  from  three  to  three  and  one-half  million  tons.  The  price  to 
the  consumer  was  reduced  about  10  per  cent,  he  said. 

Senator  Cummins  explained  that  the  seasonal  coal  rate  bill 
before  the  committee  provided  for  reductions  below  the  pub- 
lished rates  on  coal  in  certain  months  and  increases  above  the 
published  rates  the  rest  of  the  year.  He  said  the  result  would 
be  that  the  revenues  of  the  carriers  would  not  be  affected. 

"The  object  of  the  bill  is  to  prevent  the  conditions  we 
confronted  last  year,"  said  Senator  Frelinghuysen,  who  has 
urged  enactment  of  such  legislation,  "by  inducing  people  to  buy 
coal  in  the  next  few  months.  It  may  prove  successful  and  it 
may  not.  But  it  is  an  honest  effort  to  induce  the  movement  of 
coal." 

"Is  it  not  true  that  the  volume  of  railroad  traffic  is  reflected 
in  the  rise  and  fall  of  business  conditions?"  asked  Senator 
Frelinghuysen,  resuming  interrogation  of  the  witness. 

"In  a   general  way,  yes,"  replied  Mr.   Kruttschnitt. 

"If  the  increase  in  rates  was  an  unwise  policy,  was  not  the 
arbitrary  increase  in  wages  unfair  to  the  public,  and  was  not 
the  financial  condition  of  the  railroads  due  to  the  burdens  placed 
on  them  by  federal  control?"  Senator  Frelinghuysen  asked. 

Mr.  Kruttschnitt  replied  in  the  affirmative. 

Alfred  P.  Thorn,  general  counsel  for  the  Association  of  Rail- 
way Executives,  said  he  desired  to  call  the  committee's  atten- 
tion to  the  fact  that  the  majority  of  shippers  approved  the  rate 
ini  teases  at  the  time  they  were  asked. 

Senator  Wolcott  of  Delaware  said  the  impression  seemed 
to  be  growing  that  it  would  be  a  good  thing  for  the  railroads 
to  go  into  the  hands  of  receivers,  so  that  the  water  could  be 
squeezed  out  of  railroad  stocks. 

"That  wouldn't  help  at  all,  would  it?"  he  asked  . 

"Not  at  all,"  replied  Mr.  Kruttschnitt.  "You  could  wipe 
out  all  of  the  stock  and  still  the  railrodas  would  not  be  able 
to  pay  the  interest  on  their  bonds." 

S«  nator  Wolcott  had  developed  that  the  bonded  indebted- 
ness of  the  carriers  was  much  less  than  the  value  of  the  $18,900,- 
IMMI.IKIO  found  by  the  Commission  and  that  the  interest  on  the 
bonds  was  a  fixed  charge  that  had  to  be  met,  whereas  dividends 
on  stock  were  not  paid  unless  something  was  earned  to  pay 
tin  m.  The  senator  also  went  into  the  question  of  the  effect  of 
that  part  of  the  transportation  act  under  which  a  carrier  must 
«i\e  up  one-half  of  what  it  earns  above  6  per  cent  net  on  the 
value  of  its  property,  on  the  efficiency  of  the  carriers.  His  point 
was  that  if  the  indications  were  that  a  road  would  earn  much 
in  excess  of  6  per  cent  in  a  given  year,  there  might  be  a  dis- 
position on  the  part  of  that  road  to  make  extravagant  expendi- 
tures. 

"You  have  a  watchdog  on  us,"  replied  Mr.  Kruttschnitt, 
referring  to  the  Commission. 

He  added  that  it  had  always  been  his  contention  that  with 
strict  regulation  of  rates  there  could  not  be  unreasonable  profits 
and  that  a  railroad  should  be  permitted  to  keep  what  it  earned 
under  reasonable  rates. 

"Don't  you  think  it  would  be  better  to  let  every  road  stand 
on  its  own  bottom  and  let  It  earn  what  it  could?"  asked  Senator 
Stanley. 

"I  believe  the  transportation  act  of  1920  was  one  of  the 
best  pieces  of  legislation  ever  passed  by  Congress  and  I  should 
be  reluctant  to  see  it  modified  or  changed  before  it  has  been 
tried  out,"  replied  Mr.  Kruttschnitt. 

A  remark  by  Senator  Stanley  to  the  effect  that  the  act  pro- 
vided for  distribution  of  earnings  among  the  railroads  led  Sen- 


ator CuinmiiiH  to  say  there  wan  no  lUch  piovinlon  in  the  law. 
Senator  Stanley  Insisted,  however,  that  the  money  which  would 
go  Into  the  government  fund  created  by  the  government's  ahare 
of  earning*  over  6  per  cent  on  a  Riven  road  would  be  dis- 
tributed among  other  roads  that  had  not  earned  that  much. 
Senator  Cummins  said  there  waa  no  gift  of  money  Involved, 
pointing  out  that  loans  were  to  be  made  from  the  fund. 

In  response  to  questions  by  Senator  Myers  of  Montana,  Mr. 
Kruttschnitt  said  he  knew  of  no  wasteful  method*  being  used 
by  the  railroads.  He  said,  however,  he  did  not  wish  to  be 
understood  as  saying  no  Improvements  could  be  made.  He  said 
the  idea  that  fabulous  sums  could  be  saved  by  new  methods  of 
operation  were  totally  unfounded  in  fact.  He  said  he  had 
pointed  out  that  If  the  roads  were  permitted  to  hire  common 
labor  at  the  same  rates  other  Industries  were  paying  for  such 
labor  between  $500,000  and  $600,000  a  day  could  be  saved. 

Asked  by  Senator  Pomerene  whether  there  should  be  any 
changes  in  the  labor  provisions  of  the  transportation  act,  Mr. 
Krtittschnltt  said  he  had  no  recommendations  to  make  along 
that  line  and  that  if  he  did  believe  there  should  be  changes 
he  would  not  ask  that  they  be  made  until  the  law  had  had  a 
fair  chance. 

Senator  Cummins  questioned  Mr.  Kruttschnitt  at  the  hear- 
ing May  13  relative  to  income  and  expenses,  the  transportation 
act  and  the  Railroad  Labor  Board.  At  the  close  of  the  hearing 
adjournment  was  taken  until  May  16. 

Pointing  out  that  the  data  submitted  by  the  witness  related 
only  to  class  I  roads,  Senator  Cummins  Inquired  about  the 
results  of  operation  of  the  class  II  and  III  roads.  Mr.  Krutt- 
schnitt said  he  had  made  no  study  of  that. 

"You  know  that  the  operation  of  those  roads  was  less  favor- 
able than  that  of  the  class  I  roads?" 

"I  do  not,"  replied  Mr.  Kruttschnltt. 

"I  think  as  a  matter  of  general  observation  the  operation 
of  the  class  II  and  III  roads  wag  less  profitable  than  that  of 
the  class  I  roads,"  said  Senator  Cummins. 

"I  suppose  that  is  so,"  replied  Mr.  Kruttschnitt.  "But  they 
form  a  very  small  percentage  of  the  total  number  of  roads." 

Senator  Cummins  said  what  he  was  endeavoring  to  estab- 
lish was  that,  taking  the  roads  as  a  whole,  they  had  little.  If 
any,  net  railway  operating  income  in  the  year  March  1,  1920, 
to  March  1,  1921.  In  that  period  the  net  for  the  class  I  roads 
was  $2,578,922. 

Asked  whether  the  operating  revenues  reported  for  the 
year  1920  included  payments  from  the  government  on  compensa- 
tion and  guaranty,  Mr.  Kruttschnitt  said  the  figures  submitted 
for  1920  did  not  include  any  of  those  payments. 

"A  great  deal  has  been  said  in  the  newspapers  and  by 
others  about  .the  failure  of  the  transportation  act,"  said  Sen- 
ator Cummins.  "The  transportation  act  did  not  fail  to  give 
the  railroads  revenues  which  were  the  largest  in  the  history 
of  railroading  in  the  United  States,  did  it?" 

Mr.  Kruttschnitt  said  the  act  provided  increases  which 
came  late  in  the  year  of  1920,  but  that  the  carriers  did  not 
enjoy  the  benefit  of  the  increase  for  the  entire  year.  The  sen- 
ator said  the  revenues  of  the  carriers  in  the  year  ending  March 
1,  1921,  were  approximately  one  billion  dollars  more  than  in 
the  preceding  year  and  that  in  that  period  the  Increased  rates 
had  been  in  effect  six  months. 

"Those  rates  were  fixed  as  high  as  it  was  believed  the 
business  of  the  country  would  sustain,"  said  Senator  Cummins. 
"So  it  cannot  be  said  that  the  transportation  act  was  a  failure 
so  far  as  the  rates  were  concerned." 

Mr.  Kruttschnitt  said  the  transportation  act  was  not  a  fail- 
ure, but  that  the  increases  made  under  the  law  were  applied 
under  abnormal  conditions  and  conditions  entirely  different 
from  those  which  existed  when  the  Commission  authorized  the 
increases.  These  conditions,  he  said,  prevented  the  carriers 
from  enjoying  the  return  that  Congress  contemplated  they 
should  have.  He  said  if  the  conditions  at  present  had  existed 
when  the  increases  were  authorized  a  much  larger  increase 
than  was  granted  would  have  been  necessary- 

"What  if  a  billion  more  than  was  actually  received  had 
been  provided  for?"  asked  Senator  Cummins. 

"That  would  have  put  a  billion  dollars  more  of  a  burden 
on  the  business  of  the  country."  replied  Mr.  Kruttschnitt. 

He  admitted  the  carriers  had  obtained  from  the  Commis- 
sion just  about  what  they  had  asked,  but  he  said  their  esti- 
mates were  based  on  conditions  then  prevailing. 

"Do  you  think  the  Commission  should  have  foreseen  what 
was  beyond  the  power  of  the  railroads  to  see?"  asked  Senator 
Cummins,  and  the  witness  replied  in  the  negative. 

It  was  Senator  Cummins's  view  that  under  all  the  circum- 
stances the  transportation  act  had  produced  what  was  expected. 
Mr.  Kruttschnitt  said  he  believed  the  law  had  done  all  that 
Congress  intended  it  should  do  and  that  he  had  previously 
stated  that  the  enactment  of  the  law  had  marked  the  beginning 
of  a  new  era  in  the  attitude  of  Congress  toward  the  railroads. 

"Congress  gave  consideration  to  the  railroads  for  the  first 
time,"  said  he. 

Senator  Cummins  ttun  inquired  as  to  whether  the  witness 
thought  the  law  had  been  a  failure  with  respect  to  the  labor 
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provisions.  Mr.  Kruttschnitt  said  h«  did  not  believe  that  the 
law  in  tliat  particular  had  received  a  chanc«  to  demonstrate 
its  merits  and  that  h«  did  not  think  the  Labor  Board  was  a 
success  up  to  the  present  because  of  its  delays.  He  said  the 
theory  of  the  Labor  Board  provisions  was  correct. 

The  position  was  taken  by  Senator  Cummins,  however,  that 
"remarkable  speed  has  been  manifested  by  the  board.".. If  there 
was  delay,  he  said,  he  wanted  to  know  who  was  responsible. 
He  developed  that  the  first  dispute  settled  by  the  board— the 
wage  Increase  of  July,  1920 — had  been  inherited  from  the  Rail- 
road Administration  and  that  the  board  was  organized  in  April. 
He  did  not  think  there  had  been  undue  delay  in  that  case. 
Mr.  Kruttschnitt  said  that  controversy  resulted  from  the  fact 
that  the  Railroad  Administration  had  shirked  its  duty  in  passing 
on  the  demands  for  wage  increases  to  the  railroads.  In  re- 
sponse to  other  questions  by  Senator  Cummins,  Mr.  Kruttschnitt 
said  he  was  quite  certain  that  if  the  Labor  Board  had  not  been 
created  there  would  have  been  a  strike  with  great  loss  to  the 
railroads  and  the  country. 

"As  I  look  at  it,"  said  Senator  Cummins,  "if  there  had  not 
been  created  a  tribunal  to  adjust  disputes,  the  country  would 
have  seen  a  very  disastrous  suspense  of  commerce,  the  loss 
of  which  would  have  been  so  much  greater  than  any  increase 
in  rates  that  the  latter  would  have  been  negligible." 

Mr.  Kruttschnitt  agreed  that  the  damage  of  a  strike  would 
have  been  incalculable.  Senator  Cummins  said  as  it  was,  there 
were  the  "outlaw"  strikes,  which  caused  great  expense.  He 
asked  whether  it  was  not  true  that  a  considerable  part  of  the 
increased  expenses  in  1920,  as  compared  with  the  previous 
year,  was  due  to  the  switchmen's  strike  and  the  disorder  which 
followed.  Mr.  Kruttschnitt  said  it  was  expensive,  but  he  could 
give  no  accurate  data  as  to  that. 

"You  have  suggested  that  the  Labor  Board  has  been  some- 
what slow,"  said  Senator  Cummins.  "The  Labor  Board  decided 
the  first  case  in  July,  1920.  Do  you  think  that  the  delay  from 
April  to  July  was  undue  delay  in  reaching  a  conclusion  in  a 
matter  of  that  magnitude?" 

Mr.  Kruttschnitt  replied  in  the  negative,  and  added  that 
the  board  made  the  decision  retroactive  to  May  1. 

"But  the  delay  at  the  present  time  is  costing  the  roads 
from  $500,000  to  $600,000  a  day,"  he  replied,  adding  that  the 
board  could  not  make  its  decision  retroactive  as  to  unskilled 
labor  wages. 

Senator  Cummins  said  he  was  unable  to  see  where  there 
could  be  just  criticism  of  the  board  as  to  the  time  taken  for 
the  first  decision. 

"Why  was  it  that  after  September  1,  1920,  when  the  rail- 
roads and  the  men  were  free  to  originate  disputes  that  there 
was  such  long  delay  in  originating  these  disputes?"  asked  the 
senator,  referring  to  matters  now  pending  before  the  board,  in- 
cluding the  question  of  the  national  agreements. 

Mr.  Kruttschnitt  replied  that  the  reason  was  that  for  sev- 
eral months  after  the  rate  increases  had  been  made  effective 
traffic  continued  to  increase  and  the  railroads  were  substantially 
making  earnings  contemplated  by  the  transportation  act,  and 
were  hoping  to  avoid  an  issue  with  labor  on  the  question  of 
wages,  and  that  proposed  wage  reductions  were  deferred  on  that 
account. 

"But  these  disputes  were  not  created  until  a  very  recent 
time,"  said  Senator  Cummins. 

"The  pinch  began  to  be  felt  in  December,"  said  Mr.  Krutt- 
schnitt, adding  that  it  became  evident  then  that  something  had 
to  be  done  with  respect  to  wages. 

"When  did  the  railroads  begin  to  invoke  the  jurisdiction 
of  the  Labor  Board?"  asked  Senator  Cummins. 

"Three  or  four  months  ago,"  replied  the  witness. 

"I  would  like  to  know  the  exact  truth— whether  the  rail- 
roads are  to  blame  for  this  long  delay  in  bringing  to  the  Labor 
Board  whatever  disputes  there  were  or  whether  the  Labor 
Board  has  been  unduly  slow  in  deciding  these  disputes  "  said 
Senator  Cummins. 

"No  reasonable  man  could  attribute  delay  to  the  board  be- 
for  the  .disputes  were  submitted,"  said  Mr.  Kruttschnitt. 

He  then  said  he  could  not  give  the  information  asked  for 
because  he  had  followed  the  proceedings  before  the  board  only 
in  a  general  way  and  that  the  official  who  represented  the 
carriers  before. the  board  would  be  put  on  later  as  a  witness 

"Personally.  I  think  it  (the  board)  has  proceeded  with  a 
good  deal  of  promptness,"  said  Senator  Cummins. 

Mr.  Kruttschnitt  again  referred  to  the  losses  being  sus- 
tained by  the  roads  because  they  were  not  being  permitted  to 
hire  unskilled  labor  at  wages  paid  by  outside  concerns. 

Senator   Cummins   then   said   any  delay  that  was   involved 

the  Labor  Board  proceedings  should  be  put  against  any 
advantage  which  the  country  might  secure  because  of  uninter- 
rupted transportation. 

"I   suppose   so,"   replied   Mr.   Kruttschnitt. 

Senator  Cummins,  referring  to  the  controversy  over  Ihs 
national  agreements,  said  he  did  not  know  how  the  Labor  Board 
got  jurisdiction  of  that  matter. 

Mr.  Kruttschnitt  plainly  indicated  that  he  was  not  in  posi- 


tion to  discuss  the  Labor  Board  matters  and  again  said  a  com- 
petent witness  on  that  subject  would  bs  put  on. 

"1  don't  invite,  and  I  don't  think  the  committee  would 
receive  anything  intended  to  review  the  actions  of  the  Labor 
Board,"  said  Senator  Cummins.  "We  have  created  this  tribunal, 
and  as  good  citizens  we  must  assume  that  it  acts  fairly." 

The  senator  then  said  he  was  simply  trying  to  get  at  the 
facts  to  meet  the  challenges  against  private  operation  of  the 
roads,  and  that  if  revenues  could  not  be  increased  or  expenses 
reduced,  the  deficit  would  have  to  be  paid  out  of  the  national 
treasury.  He  then  inquired  as  to  the  loss  to  the  government 
during  the  26  months  of  federal  operation,  referring  to  Director- 
General  Davis's  estimate  of  $1,200,000,000.  He  said  he  under- 
stood that  that  estimate  was  based  on  the  theory  that  the  gov- 
ernment would  settle  with  the  roads  on  its  interpretation  of 
the  standard  contract,  but  that  if  the  claims  were  settled  on 
the  railroad  theory  the  loss  to  the  government  would  be  $2,500,- 
000,000. 

"If  there  is  an  adjustment  between  those  two  amounts," 
said  he,  "I  think  the  loss  will  be  about  $1,800,000,000." 

Going  again  to  the  question  of  expenses,  Mr.  Kruttschnitt 
said  the  national  agreements,  made  operative  in  December, 

1919,  had  greatly  increased  the  expenses  of  the  carriers.     Ties 
cost  $1.06  in  1919  and  $1.31  in  1920,  he  said. 

"What  I  am  trying  to  find  out  is  how  the  railroads  are 
going  to  reduce  the  expense  of  maintenance,"  said  Senator 
Cummins. 

Mr.  Kruttschnitt  said  the  price  of  ties  and  coal  had  fallen 
and  that  the  roads  expected  to  buy  those  materials  at  lower 
prices  than  in  1920.  There  has  been  no  reduction  in  the  price 
of  steel  rails,  he  said.  He  said  the  roads  could  not  expect  to 
get  a  satisfactory  net  return  only  through  a  reduction  in  main- 
tenance expense. 

"We  have  got  to  find  some  way  of  getting  expenses  down," 
said  Senator  Cummins. 

Mr.  Kruttschnitt  again  reminded  the  committee  that  a  sav- 
ing of  $500,000  to  $600,000  a  day  could  be  made  in  unskilled 
labor  wages  if  the  roads  were  permitted  to  pay  such  labor  rates 
being  paid  in  outside  industries. 

Senator  Pomerene  wanted  to  know  why  the  price  of  steel 
rails  had  not  come  down;  he  said  he  had  noticed  that  the  stefel 
mills  had  made  certain  reductions  in  prices.  Mr.  Kruttschnitt 
said  he  believed  steel  rail  prices  should  come  down. 

In  compliance  with  a  request  made  by  Senator  Kellogg  of 
Minnesota,  Mr.  Kruttschnitt  presented  to  the  committee  a  table 
showing  in  complete  detail  what  sums  had  been  spent  for  rail- 
way operating  expenses  and  taxes  in  each  year  from  1917  to 

1920,  inclusive.     Senator  Kellogg  had  requested   especially  that 
the  exhibit  show  separately  the  sums  expended  in  payment  of 
salaries  of  general  officers,  division  officers  and  for  the  wages 
of  all  other  employes,  and  that  this  also  be  shown  in  the  form 
of  percentage  expended   for  each   item   out  of  each   dollar   ex- 
pended. 

The  tabulations  showed  a  progressive  increase  for  each  year 
in  the  items  for  operating  expenses,  taxes,  and  for  the  total 
of  the  two.  The  following  table  gives  the  figures  for  the  lowest 
point  (1917)  and  the  highest  point  (1920): 

Item.  1917. 

Operating   expenses    $2  829  325  124 

Taxes     213,920,095 


1920. 

$5,768,720,013 
278,868,668 

Total  operating  expenses  and  taxes.  .$3,043,245,219         $6.047,588,681 

The  exhibits  also  showed  that  whereas,  in  1917,  55.27  cents 
out  of  every  dollar  expended  for  operation  and  taxes  went 
for  wages  of  employes  (labor  costs),  it  had  increased  in  1920 
to  59.62  cents  out  of  each  dollar. 

Salaries  of  general  officers,  on  the  other  hand,  decreased 
from  1.15  cents  to  0.78  cent  out  of  each  dollar.  The  salaries 
of  division  officers  remained  practically  stationary,  being  0.74 
cent  out  of  each  dollar  expended  in  1917  and  0.75  cent  in  1920. 

The  classification  of  general  officers  is  that  of  the  Com- 
mission and  includes  "executive  officers  and  other  officers  and 
their  assistants  having  general  supervision  over  the  affairs  of 
the  company  or  of  the  operations  of  a  department  for  either 
the  entire  road  or  a  grand  division  of  a  road,"  such  as  presi- 
dent, vice-presidents,  chairman  of  the  board,  auditor,  treasurer, 
paymaster,  general  counsel  or  general  attorney,  traffic  manager, 
general  baggage  agent,  engineers,  inspectors  of  transportation, 
superintendent  of  dining  cars,  etc. 

"Division  officers"  include  superintendents  and  assistants, 
trainmasters,  roadmasters,  bridge  or  building  foremen,  master 
carpenters,  steam  heat  and  lighting  foremen,  plant  inspectors, 
etc. 

The  table  covering  this  salary  and  wage  distribution  of 
each  dollar  of  money  expended  is  as  follows  for  1917  and  1920: 

Item. 
Compensation  of  employes: 

Salaries  of  general  officers 1.15c 

Salaries  of  division  officers   '     0~74c 

Wages  of  all  other  employes '    5527 


1017. 


1920. 

0.78c 
0.75B 
59.62 

Total   compensation    57.10  01.15 

The  sum  total  of  operating  expenses  and   taxes  rose   from 
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$8,0-13.000,000  in  1917  to  $6,0-17,000,000  in  1920,  of  which  the 
givat  i-si  increase  was  in  labor  cost,  an  Increase  In  the  four  years 
of  $1.8(56,273,374. 

Tlii>    tolal    for  salaries   of  general   officers   of   the   railroads 

of  tin-   I'mircl  Slates  in  1920  was  $17,119,465,  as  against  $3.605,- 

•  .."it6   for  labor.     The  salaries  of  general  officers   represented 

two-  (-(ills   out   of  each   dollar  expended    In   1917   and   1.27   cent 

in   1920. 

'I'h,  examination  of  Mr.  Kruttschnitt  by  members  of  the  com- 
mit Ice  was  completed  May  16,  although  Senator  Cummins  said 
lie  probably  would  be  recalled  later.  He  was  followed  by  Daniel 
Willard,  president  of  the  Baltimore  &  Ohio. 

Senator  Cummins  asked  Mr.  Kruttschnitt  what  the  reduc- 
tion in  the  cost  of  maintenance  of  way  and  structures  would  be 
for  one  year  if  the  reductions  in  wages  asked  for  by  the  rail- 
roads before  the  Labor  Board  were  carried  into  effect.  Mr. 
Kruttschniit  said  that  would  have  to  be  computed.  He  was 
asked  to  submit  also  a  statement  showing  savings  that  could  be 
effected  as  a  result  of  lower  prices  for  materials  and  the  savings 
that  could  be  effected  in  the  maintenance  of  equipment  and  in 
l he  item  known  as  "transportation,"  or  the  cost  of  train  op- 
eration. 

"The  main  object  of  this  inquiry  is  to  find  out  whether  the 
railroads  are  going  to  maintain  themselves  or  whether  we  will 
have  to  go  to  some  other  system,"  said  Senator  Cummins.  "If 
you  don't  do  any  better  than  you  did  last  year,  you  won't  last 
very  long." 

Senator  Stanley  inquired  about  the  effects  of  the  stand- 
ardization of  wages  by  the  Railroad  Administration  and  of  the 
national  agreements.  Mr.  Kruttschnitt  said  another  witness 
would  be  put  on  to  answer  such  questions. 

At   the   request  of   Senator  Pomerene,   of   Ohio,   Mr.   Krutt- 
schnitt filed  a  table  showing  a  comparison  of  the  hours  or  days 
expended  in  maintenance  of  way  work  by  the  five  classes  of  em- 
ployes wholly  or  principally  engaged  in  that  work  in  1917  and 
"1920.    The  table  follows: 

Amount  of  increase 
Class  of  Employes  1920  1917  or  decrease.   1920 

over  1917 

Maintenance  of  way  and 
structural        foremen 

(days)    2,757,074         2,708,255  48,819  or  1  8/10% 

Section  foremen  (days).   14,033,953       13,702,748  241,205  or  1  75/100% 

Masons  and  bricklayers 

(hours)     2,811,037         3,885,155    d.  1,074,118  or  27.65% 

Structural     ironworkers 

(hours)    1,641,619         2,515.175    d.      873,556  or  34.73% 

Section    men    (hours) .  .761,965,074     754,597,545          7,367,529  or  0.98% 

In  three  of  the  classes  shown  above,  slightly  increased  time 
is  noted  in  1920  compared  with  1917,  while  the  other  two  classes 
show  considerable  decreases.  This  would  seem  to  indicate  that 
little,  if  any,  more  labor  was  expended  on  maintenance  of  way 
work  in  1920  than  in  1917,  Mr.  Kruttschnitt  said. 

C6st  of  maintenance  of  way  and  structures  in  1920  was 
$1,026,048,072,  of  which  $616,552.000,  or  60.09  per  cent,  consisted 
of  labor  cost,  while  approximately  $304,428,000,  or  29.67  per  cent, 
represented  cost  of  materials.  The  balance  is  made  up  of  the 
cost  of  depreciation,  retirement,  injury  to  persons  engaged  in 
maintenance  of  way  work,  miscellaneous  and  other  items. 

In  1917  cost  of  maintenance  of  way  and  structures  totaled 
$442,109,862,  which  is  approximately  $174,442,000  less  than  the 
labor  cost  in  1920. 

Statement  by  Daniel  Willard 

In  the  opening  part  of  his  prepared  statement  Mr.  Willard 
said  the  conditions  confronted  by  the  railroads  were  a  direct 
result  of  the  war  period.  He  said  that  the  Director-General  had 
not  increased  rates  to  meet  increased  expenditures,  which  may  or 
may  not  have  been  wise.  Referring  to  statements  that  the  rail- 
roads cannot  be  operated  as  efficiently  under  private  owner- 
ship and  management  as  under  unified  control  and  government 
operation,  Mr.  Willard  said  Congress  passed  the  transportation 
act  terminating  federal  operation  and  providing  a  basis  of  suc- 
cessful operation  of  the  roads  under  private  management.  The 
fallacy  of  the  belief  that  the  railroads  could  not  do  as  well 
under  private  management  as  under  government  operation,  he 
said,  was  shown  by  the  fact  that,  in  1920,  nine  billion  net  ton 
miles  more  than  ever  before  in  the  history  of  the  roads  were 
produced  by  the  railroads.  He  declared  that  this  was  made 
possible  by  the  transportation  act,  and,  in  illustration  of  that 
point,  he  referred  to  the  co-operation  between  the  car  service 
division  of  the  American  Railway  Association  and  the  Interstate 
Commerce  Commission  in  carrying  out  the  emergency  provisions 
of  the  act  with  respect  to  the  movement  of  cars  in  1920. 

At  the  end  of  federal  control,  he  said,  cars  were  poorly  dis- 
(riliuted  and  it  was  necessary  to  move  thousands  of  box  cars 
from  the  east  to  the  west  and  thousands  of  coal  cars  from  the 
west  to  the  east.  He  said  he  referred  to  those  matters  simply 
to  advise  the  committee  of  the  efforts  of  the  advisory  committee 
of  the  railway  executives  to  carry  out  the  spirit  of  the  trans- 
portation act.  With  the  same  facilities — which  he  believed  were 
not  in  as  good  condition  as  they  were  even  during  part  of  the 
period  of  federal  control — that  the  Railroad  Administration  had, 
he  said,  the  railroads  in  1920  did  more  than  ever  before  in  the 


history  of  the  road*  In  the  handling  of  traffic.  He  Mid  that  >-x 
perlence  bore  out  the  fact  that  Congress  wan  correct  In  the 
Idea  that  the  roads  could  be  operated  successfully  under  private 
management  and  under  unified  operation  when  that  was  neces- 
sary. He  also  said  the  rate-making  provision  of  the  act  had 
been  most  helpful  In  maintaining  the  credit  of  the  railroads  In  a 
period  when  the  earnings  of  the  roads  had  been  such  as  not  to 
Inspire  confidence  In  the  railroads  on  the  part  of  the  public.  He 
accounted  for  that  situation  by  saying  he  believed  the  public 
was  assured  by  the  purpose  of  the  act  to  give  the  roads  fair 
treatment. 

Taking  up  the  labor  problem,  he  said  that,  In  1920,  approxi- 
mately 60  per  cent  of  the  gross  revenues  went  to  labor.  The 
labor  provisions  of  the  act,  he  said,  assured  the  employes  just 
and  reasonable  wages  and  just  and  reasonable  working  condi- 
tions. He  said  that,  with  the  exception  of  the  outlaw  strike  In 
the  spring  of  1920,  there  had  been  continuity  of  service  under 
the  new  law  during  a  time  when  most  complex  labor  problems 
were  being  worked  out.  To  illustrate  the  effect  of  the  outlaw 
strike,  he  submitted  a  chart  showing  that  on  March  1,  1920, 
there  were  about  100,000  loaded  cars  awaiting  movement.  In 
March  that  number  was  reduced  to  about  85,000,  but  the  first 
week  in  April,  when  the  strike  began,  the  number  Increased  to 
about  288,000  cars.  He  said  a  return  to  normal  in  that  respect 
was  not  brought  about  until  some  time  in  June  of  1920.  Asked 
what  the  accumulation  of  loaded  cars  was  at  the  present  time, 
Mr.  Willard  said  that  in  the  middle  of  April  It  was  about  15,000 
cars,  which,  he  said,  was  the  lowest  record  the  roads  had  ever 
had. 

Mr.  Willard  referred  briefly  to  operating  results  and  ex- 
penses in  1920  as  compared  with  1919,  saying  his  figures  In  that 
respect  were  substantially  the  same  as  those  previously  sub- 
mitted by  Mr.  Kruttschnitt.  The  railroads  In  1919,  he  said, 
handled  a  large  volume  of  traffic,  but  the  full  effect  of  the  wage 
increases  made  late  in  1919  by  tne  Railroad  Administration  was 
not  felt  until  1920,  when  the  Labor  Board  increases  also  were 
In  effect  for  eight  months.  He  said  the  increase  in  pay  in  1920 
over  1919  was  something  above  20  per  cent. 

Discussing  the  condition  of  the  railroad  properties  as  re- 
turned by  the  government,  March  1,  1920,  Mr.  Willard  said  they 
were  returned  in  a  "depleted  condition."  He  made  the  point 
that,  with  respect  to  bad  order  cars,  the  Railroad  Administration 
had  not  enforced  as  stringent  inspection  rules  as  had  the  rail- 
roads prior  to  federal  control  or  since  and  had  made  only  those 
repairs  necessary  to  make  the  cars  safe  for  operation.  He  said 
there  was  a  reason  for  such  a  policy  in  1918  by  the  Railroad 
Administration,  but  he  did  not  think  the  same  was  true  of  1919. 
As  a  result,  he  said,  many  cars  were  turned  back  to  the  roads  as 
being  in  good  order  when,  in  fact,  they  were  not  fit  for  the  move- 
ment of  traffic.  He  said  from  30  to  40  per  cent  of  the  box  cars 
were  unfit  for  service  when  they  were  returned  by  the  govern- 
ment. He  said  the  percentage  of  bad  order  cars  was  now  about 
12  per  cent,  as  against  from  5  to  6  per  cent  as  reported  by  the 
Railroad  Administration  during  federal  control,  and  he  attributed 
this  substantial  increase  largely  to  the  fact  that  the  railroads 
used  the  master  car  builders'  rules  as  the  basis  of  inspection  of 
cars,  whereas  the  Railroad  Administration  had  not 

In  1920,  he  said,  the  B.  &  O.  had  worked  its  shops  to  capacity 
in  repairing  cars  and  also  had  6,500  cars  repaired  in  outside 
shops,  because  so  many  of  its  cars  had  been  returned  in  bad 
order.  When  the  government  took  over  the  B.  &  O.  property 
in  1918,  he  said,  less  than  3  per  cent  of  its  cars  were  in  bad 
order,  as  against  12  per  cent  at  the  present  time. 

In  reply  to  questions  by  Senator  Stanley.  .Mr.  Willard  said 
he  did  not  believe  it  would  be  necessary  to  raise  rates  beyond 
what  the  traffic  would  bear,  "once  we  get  expenses  readjusted." 
He  said  it  was  to  be  assumed  that  the  railroads  would  try  to 
get  all  the  revenue  they  could  and  would  adjust  rates  to  that 
end.  He  said,  however,  that  the  present  rates,  the  present 
volume  of  traffic,  and  the  present  basis  of  costs  would  not  permit 
the  railroads  to  continue  long  on  the  basis  of  private  ownership. 
He  said  he  thought  it  should  be  kept  in  mind  that  railroad  rates 
did  not  go  up  as  high  as  the  prices  of  commodities  and  that  on 
September  1,  1920,  which  was  after  the  increases  under  Ex 
Parte  74  became  operative,  rates  were  relatively  lower,  as  com- 
pared with  prices,  than  they  had  been  at  any  other  time  In  the 
last  fifteen  or  twenty  years. 

Questions  by  Senator  Stanley  referring  to  complaints  of 
Florida  fruit  and  vegetable  growers  that  the  freight  charges 
do  not  permit  them  to  make  a  profit  on  their  produce  led  Mr. 
Willard  to  refer  to  statements  in  the  press,  to  the  effect  that 
the  ocean  rate  on  a  bushel  of  wheat  from  Buenos  Aires  to  New 
York  was  10  cents,  against  a  rate  of  about  33  cents  from  Kansas 
City  to  New  York.  He  said  he  had  checked  up  these  figures, 
with  the  result  that  he  found  that  to  get  60  pounds  of  wheat  Into 
New  York  ready  for  use  as  flour  cost  33.6  cents  from  Kansas 
City  and  48.9  cents  from  the  Argentine. 

In  explaining  how  he  arrived  at  the  total  rate  of  48.9  cents 
from  the  Argentine,  Mr.  Willard  said  that  the  average  rail  rate 
on  wheat  from  interior  points  in  the  Argentine  to  Buenos  Aires 
was  10.1  cents  a  bushel.  He  said  he  found  a  rate  of  13.6  cents 
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bush.  1   on  wheat   from   Buenos  Aires   to 


a  busm  1  on  wneai  irom  nuruus  rtuco  i«/  ^^ 
of  a  cent  for  insurance,  making  the  total  rail  and  ocean  rate 
24  1  cents.  He  said  he  was  not  able  to  find  a  10-cent  ocean  rate. 
There  being  no  flour  mills  in  New  York  City,  he  said,  the  gram 
from  the  Argentine  would  have  to  be  sent  to  a  milling  point 
outside  New  York  and  then  brought  back  as  flour.  He  said 
the  average  rate  on  grain  to  milling  points  from  New  York  was 
12  4  cents  a  bushel  for  one  way,  making  a  total  charge  of  J4.S 
cents  for  a  bushel  of  grain  sent  to  the  milling  point  and  i 
turned  as  flour.  Adding  that  rate  to  the  total  rate  from  Argen- 
tine, he  obtained  the  48.9  cents  a  bushel. 

Mr.  Willard,  on  his  second  day  before  the  committee,  May 
17  submitted  figures  to  show  "what  has  happened  to  the  rail- 
roads since  1916,"  and  answered  W.  Jett  Lauck's  statement  to 
the  Railroad  Labor  Board  that  an  annual  saving  of  a :  le, 
$578,500,000  could  be  made  by  the  railroads  by  more  efficient 
methods  of  management. 

In  reply  to  questions  by  members  of  the  committee,  Mr.  Wil- 
lard said  he  had  never  seen  such  poor  railroading  as  that  which 
obtained  In  1920  although  the  roads  handled  a  larger  volume  of 
traffic  than  ever  before.  He  attributed  that  condition  to  the 
"aftermath  of  federal  control,"  which,  he  said,  had  left  the 
organizations  of  the  roads  in  chaos.  On  the  other  hand  he  said 
he  had  never  seen  better  railroading  than  that  prevailing  now. 
He  said  that  was  true  of  the  B.  &  O.  and  he  believed  it  was  true 
generally. 

Senator  Cummins  inquired  as  to  the  feeling  between  the 
roads  and  the  employes.  Mr.  Willard  said  that  for  several  years 
before  the  war  railroad  employes  were  not  paid  wages  equal  to 
those  in  other  lines  but  that,  because  their  income  was  fixed, 
the  roads  were  compelled  to  resist  wage  increases.  During  fed- 
eral control,  he  said,  the  employes  heard  high  officials  of  the 
Railroad  Administration  say  they  (the  employes)  were  working 
for  the  government  and  not  the  railroads  and  that  the  men  were 
not  going  to  be  kicked  around  any  more,  implying  that  they 
had  been  kicked  around  before.  All  that  gave  the  impression 
that  there  was  conflict  between  the  roads  and  the  men,  he  said, 
but  he  did  not  think  that  impression  correct.  He  declared  he 
had  never  seen  a  more  loyal  lot  of  men  than  were  working  on 
the  B.  &  O.  now. 

Resuming  the  reading  of  his  prepared  statement,  Mr.  Wil- 
lard said  the  total  operating  expenses  for  1919  amounted  to 
$4,399.715.515  as  against  $5,768,720,013  in  1920,  an  increase  in 
1920  of  $1,369,004,498  or  31.12  per  cent.  The  increased  expenses 
for  1920  were  roundly  accounted  for  as  follows,  he  said:  In- 
crease in  basis  of  cost  1920  over  1919,  $872,400,000,  or  19.83  per 
cent;  Increased  service  performed  1920  over  1919,  $496,600,000, 
or  11.29  per  cent;  total,  $1,369,000,000,  or  31.12  per  cent. 

A  table  was  submitted  to  show  that  if  the  business  done  in 

1919  had  been  done  on  the  basis  of  1920  costs,  the  total  expenses 
in  1919  would  have  been  $5,272,115,515  instead  of  $4,399,715,515. 
Mr.  Willard  also  said  in  this  connection  that  if  expenses  had 
Increased   in   the  same  ratio  as   traffic  increased,  a  further  in- 
creased cost  would  have  been  incurred  in  1919  because  of  the 
increased  volume  of  traffic.    He  estimated  the  total  cost,  includ- 
ing increases  due  to  increased  traffic,  in  1919,  if  done  on  the 

1920  basis,  at  $5,804,852,243  as  compared  with  the  actual   cost 
In  1920  of  $5,768,720,013,  which  he  said  indicated  that  expenses 
did  not  increase  ratably  with  traffic  by  $36,132,230.     In  addition 
to  the  increased  service  performed,  he  said,  which  caused  an  in- 
crease  in   expenses,   it   was   also   believed   that   more   adequate 
maintenance  was  accomplished  in  1920  than  in  1919. 

Mr.  Willard  said  in  the  year  ended  December  31,  1919,  the 
Director-General  had  $454,984,953  net  operating  income  applic- 
able to  compensation  which  he  estimated  at  $896,000,000. 

"Had  the  business  of  1919  been  done  over  again  with  the 
increases  in  rates  of  pay  and  prices  of  fuel  and  material  in  ef- 
fect in  1920,"  said  he,  "his  (Director-General)  expenses  would 
have  been  increased  by  $872,400,000,  and  instead  of  having  a  net 
operating  income  of  $454,984,000,  there  would  have  been  a  de- 
ficit of.  $417,416.000,  which,  added  to  the  compensation  of  $896,- 
000,000,  would  have  resulted  in  a  total  deficit  of  $1,313,416,000 
instead  of  a  deficit  of  $421,016,000  for  the  year  1919." 

In  summarizing  1920  operations  as  compared  with  1919,  Mr. 
Wilard  said: 

"In  short  it  is  shown  that  after  providing  for  the  increased 
bases  of  costs  in  the  way  of  increased  rates  of  pay  and  increased 
prices,  the  additional   increases   in  expenses  in  1920  over  1919 
are  not  out  of  line   with   the  increased  service   performed — in- 
deed. It  appears  there  was  a  measure  of  economy.    That  the  in- 
creased business  was  not  productive  of  an  even  larger  propor- 
tion of  net  was  due  in  part  to  the  handicaps  encountered  by  rea- 
son of  the  so-called   'outlaw  strikes,'   the  necessity  to  relocate 
equipment,  with  consequent  increase  In  empty  car  mileage,  and 
the  fact  that  a  large  number  of  cars  were  not  in  condition  to 
operate  and  an  even  greater  number  were  not  in  condition  to 
handle  the  character  of  traffic  for  which  they  were  designed. 
"Notwithstanding  there  had  been  a  constant  but  slight  de- 
ase  in  the  rate  per  ton  per  mile  en  traffic  handled,  and  a 
(dual  Increaap  in  pricrs  of  commodities,  and  in  rates  of  pay, 
icre  was  no  abnormal  changr  in  net  revenues,  and  the  operat- 


»  York    Dlus   0  4      ing  ratio  averaged  about  70  per  cent  for  the  period  1912  to  1915 
New  \  ork,  plus   0.4  _  6hnw.,vfir_  to  increases  in  taxes  and  continued  ex- 


inclusive-  due,  however,  to  increases 
penditure  of  additional  capital,  the  return  on  property  value  dur- 
ing the  same  period  had  declined.  Taking  1916,  which  IB  se- 
lected because  it  was  the  last  full  year  preceding  the  radical 
changes  that  have  since  occurred  in  both  revenues  and  expenses, 
and  comparing  it  with  the  year  ended  December  31,  1920,  there 
is  noted  a  change  in  the  ratio  of  expenses  to  earnings  from  6! 
per  cent  in  1916  to  93.47  per  cent  in  1920-and  this  notwith- 
standing the  freight  ton  miles  increased  19.38  per  cent,  while 
freight  train  miles  actually  decreased  1.14  per  cent,  due  to  an 
increase  in  tons  per  train  mile  from  565.16  to  646.67. 

"During  the  same  period  there  was  an  increase  in  passen- 
gers carried  one  mile  of  35.09  per  cent  with  an  actual  decrease 
in  passenger  train  miles  of  almost  2  per  cent.  Ordinarily  a  con- 
dition such  as  indicated  by  these  figures  would  have  resulted 
in  a  lower  operating  ratio,  with  a  corresponding  increase  in 
net  revenue. 

"This  comparison  clearly  demonstrates  that  the  increase  in 
the  basis  of  operating  expenses  had  in  1920  far  exceeded  the 
increase  in  the  basis  of  operating  revenues, 
which  the  increase  in  operating  expenses  had  outstripped  the  in- 
crease in  rates  may  be  more  strikingly  shown  by  applying  to 
the  business  actually  handled  in  1916  the  increased  rates  and 
charges  and  the  increased  basis  of  expense  which  actually  ob- 
tained for  the  year  1920." 

The  effect  of  increased  transportation  charges  and  increased 
bases  of  expenses,  1920,  applied  to  the  total  business  of  the 
eastern  carriers  during  the  year  1916  was  shown  as  follows: 

Increase  in  Revenue  Derived  from — 
Freight 

I.    C.   C.   Authority— 15%    Case,    etc.,    (1917    and   March 

21      1918)     *    Ia8,462,984 

U.    S.    Railroad   Administration— Freight   Increase   25% 

(June     1918)  337,007.0ol 

I.  C.  C.' Authority— Ex  Parte  74   (August  26,   1920) 196,348,667 

Passenger 

U.     S.     Railroad     Administration — Passenger     Increase 

26.98%    (June,    1918)     

I.  C.  C.  Authority — Ex  Parte   (Passenger)   74   (August 

26,    1920)     

I.  C.  C.  Authority— Mail  Increase  55%    (Dec.   23,   1919) 

I.   C.   C.   Authority — Express  Increase    

Miscellaneous    Increase — Estimated    


Total   Increased   Revenues   as   above $ 


86,803,036 

31,503.355 
12,554,139 
13.383,514 
28.944,033 

865,006.789 
or  51.68% 


Increase   in  Expenses,   Taxes  and  Rents 

Rates   of    Pay    (per   hour)    140% $  947.816.762 

Fuel    230.57%     260,872.312 

Materials    107%    225,716,572 

Miscellaneous     (Claims.     Freight     Car     Repairs,     Joint 

Facility    Operations,    etc..    estimated)    130% 163,249.277 

Taxes     48,654.904 

Hire  of  Equipment  and  Joint   Facility   Rents 25.483.586 


Total   Increase    in    Basis   of   Expense $1,671.793,413 

or  136.34% 

Net  Increase  in  Cost  over  Increase  in  Revenue.. $    806,786.624 


"This  computation  does  not  reflect  the  full  weight  of  in- 
creased bases  of  costs  as  it  makes  no  provision  for  increases 
due  to  certain  changes  in  working  conditions. 

"It  will  be  noted  that  while  the  expense  basis  of  1920  over 
1916  was  increased  136.34  per  cent  the  revenue  basis  during  the 
same  period  was  increased  only  51.68  per  cent.  As  a  result  the 
ratio  of  operating  expenses  to  operating  revenues  which  in  1916 
was  actually  67.32  per  cent  becomes  107.31  per  cent  when  rev- 
enues and  expenses  are  restated  to  1920  costs  and  revenue  basis, 
and  instead  of  earning  a  net  railway  operating  income  of  $447,- 
541,000  as  was  done  in  1916,  there  would  be  a  deficit  of  $359, 
245,000. 

"Comparing  the  year  ended  December  31,  1920,  with  the 
year  1916,  it  will  be  noted  that  the  passengers  one  mile  in- 
creased 35  per  cent  and  the  net  ton  miles  increased  19.38  per 
cent.  Notwithstanding  the  increase  in  passenger  and  net  ton 
miles  handled,  there  was  an  actual  decrease  in  the  total  train 
mileage  of  1.51  per  cent. 

"The  total  hours  on  duty  of  all  employes  in  1920  was  7.68 
per  cent  larger  than  in  1916,  while  total  wages  paid  in  1920  was 
151.82  per  cent  greater  than  in  1916. 

"Taking  the  business  as  a  whole,  revenues  increased  only 
71.58  per  cent  during  the  same  period,  while  total  expenses  in- 
creased 141.71  per  cent. 

For   191G   the   total   operating   revenue   was $3,596,865,766 

And  the  net  railway  operating  income  applicable  to  inter- 
est  and    other    corporate    purposes    was 1,040,084,517 

The  increase  in  revenue  1920  over  1916,  due 
both  to  increased  traffic  and  increased 
rates  and  charges  aggregated $2,574,627.535 

Total    wages    increased $2,229.639,957 

Cost   of   fuel    increased 452,229,229 

Total  inc.  cost  of  wages  and  fuel. $2,681. 869, 186 
Other   expenses    increased 729,452,415 

A   total   increase   in    expenses   of 3,411,321,601 

Or  an  increase  in  expenses  in  1920  over  1916  in  excess  of 
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IH.'   iii    i-ewiiiies  of $    836.694,066 

Ami    .  <M  i,    iiondiiiKly    reduced    the    net    opi>rntliiK    Income 

whli-h    become*    |    203.390461 

n    this    there    IK   to   bo    further   deducted    Increases   In 
taxes,  hire  of  equipment  and  rents,  etc 141.461,826 

\IIIK  the  net  operating  Income  In  1920  available  for  In- 

l.nsl    .mil    other    corporate    purposes I    61928626 

compared   with   that  earned   In   1916  of $1. 040.084. 517 

"Railroad  operating  income  following  change  in  rate  struc- 
ture under  Ex  Parte  74:  Question  has  been  raised  concerning 
the  failure  on  the  part  of  the  railroads  to  realize  the  anticipated 
in>t  returns  incident  to  the  Increases  in  rates  and  charges  ap- 
proveii  by  the  Commission  under  Its  decision  in  what  is  known 
as  i:\  I'arte  74,  and  whether  the  railroads  In  their  presentation 
to  the  Commission  failed  correctly  to  forecast  the  results.  This 
situation,  because  of  the  varying  conditions  and  the  difference 
in  the  rate  increases  in  the  several  territories,  can  best  be  con- 
sidered by  the  groups  or  districts  adopted  by  the  Commission  In 
i:\  Parte  74,  and  as  I  am  more  familiar  with  the  eastern  dis- 
trict, I  will  confine  my  remarks  chiefly  to  the  figures  relating 
to  that  group. 

"It  will  be  recalled  that  during  federal  control  operating 
costs  had  been  largely  increased  by  reason  of  increased  prices 
of  all  commodities  and  higher  rates  of  pay  granted  from  time 
to  time,  and  that  while  some  increases  had  bfsen  made  in  the 

s  and  charges  for  transportation,  such  increases  were  not 
Miilicient  to  maintain  the  revenues  in  proper  relation  to  ex- 
proses,  resulting  in  a  failure  of  the  railroads  during  the  opera- 
tion under  federal  control  to  earn  the  agreed  compensation,  the 
deficiency  in  large  measure  becoming  a  charge  on  the  federal 
treasury.  The  maladjustment  between  the  revenues  and  ex- 
penses of  the  carriers  still  existed  when  on  March  1,  1920,  the 
railroads  were  released  from  federal  control.  It  was  with  this 
in  mind  that  Congress  practically  extended  the  period  of  agreed 
compensation  for  six  months  from  March  1,  1920,  during  which 
time  it  was  expected  the  necessary  adjustment  of  rates  and 
charges  would  be  made.  Prices  of  commodities  generally  con- 
tinued to  advance  after  the  termination  of  federal  control, 
reaching  the  maximum  in  June  or  July,  1920.  In  the  case  of 
coal,  more  especially  in  the  Eastern  district  where,  because  of 
unusual  foreign  demands,  there  was  a  strongly  competitive  mar- 
ket, prices  were  exceptionally  high,  reaching  the  maximum  per- 
haps only  in  October,  1920. 

"Attached  hereto  is  a  statement  showing  the  figures  pre- 
pared by  the  Eastern  carriers  and  submitted  to  the  Commission 
in  support  of  their  recommendations  with  respect  to  rates  and 
charges  necessary  to  provide  the  basis  of  return  contemplated 
under  the  transportation  act.  The  computations  are  for  a  con- 
structive year  ending  October  31,  1919,  and  are  based  upon  the 
amount  of  business  actually  handled  during  that  period.  In 
this  statement  both  revenues  and  expenses  were  adjusted  so  as 
to  reflect  a  full  year's  operation  on  the  basis  of 'rates,  charges 
and  costs  in  effect  at  the  close  of  the  year,  or,  rather,  adjusted 
to  the  basis  in  effect  at  March  1,  1920.  On  this  basis  it  is  shown 
that  the  Eastern  carriers,  if  they  were  to  do  over  again  the 
business  actually  done  during  the  twelve  months  ending  Octo- 
ber 31,  1919,  on  the  basis  of  costs  existing  at  March  1,  1920, 
would  have  earned  a  net  railway  operating  income  of  only  $18,- 
008.219,  and  consequently  would  have  failed  by  $541,401,715  to 
realize  a  return  of  6  per  cent  upon  the  value  of  the  transpor- 
tation properties  so  employed.  This  difference  represented  a 
sum  equal  to  20.94  per  cent  on  all  revenues,  or  29.75  per  cent  on 
the  freight  revenues  of  the  Eastern  carriers  in  that  period. 

"It  was  on  the  basis  of  this  computation  that  the  railroads 
recommended  an  increase  in  freight  rates  of  30  per  cent  in  the 
Eastern  district. 

"Subsequently,  on  July  20,  1920,  the  Railroad  Labor  Board 
handed  down  its  decision  retroactive  to  May  1,  granting  in- 
creases in  rates  of  pay  estimated  by  the  board  to  involve  an  in- 
creased annual  expense  to  the  railroads  of  the  country  as  a 
whole  of  about  $618,000,000,  and  of  this  amount  it  was  estimated 
that  approximately  $314,000,000  would  apply  to  the  eastern  dis- 
trirt. 

"To  provide  for  this  additional  cost  the  carriers  recom- 
inc  ruled  a  20  per  cent  increase  in  passenger  and  miscellaneous 
charges,  a  sur-charge  in  parlor  and  sleeping  cars  (50  per  cent  of 
pailor  and  sleeping  car  rate),  and  a  further  increase  of  10  per 
cent  in  freight  rates.  In  practice,  however,  it  developed  that 
the  effect  of  the  increase  in  rates  of  pay  involved  a  somewhat 
larger  sum  than  the  estimate  prepared  by  the  Labor  Board.  Co- 
incident with  the  award  of  the  Labor  Board  it  became  necessary 
to  make  like  adjustments  in  the  compensation  of  other  classes 
of  employes  and  supervising  forces.  The  total  increases  directly 
and  Indirectly  attributable  to  the  decision,  as  indicated  by  com- 
pilation of  the  Commission  based  on  returns  of  the  carriers, 
for  July,  1920,  aggregated  about  $60,000,000  a  month,  or  approxi- 
mately $700,000,000  per  annum,  of  which  the  amount  appor- 
tioned to  the  Eastern  district 

'•d  an  increase   in   that  territory  of  $356,300.000.   an  ex- 
cess  over   the    carriers'    estimate    of    about $42,000,000 

The  Commission  granted  increases  in  rates  and 
charges  for  the  Kastern  District  as  follows: 
40%  In  freight  on  traffic  local  to  the  District, 


uiul    33V4%    on    Int.  i    i. -nltorlnl    traffic.      It    IB 
estimated    the    effect    of    the    Inter-terrltorlal 
rates   and   the    necessary   adjustments   was   to 

five     the     Eastern     carriers     an     Increase     In 
relffht   rates  on  all  freight    truffle  of  approxi- 
mately   34%    Instead    of  40%,    and    based    on 
the   year   1919   would    have   afforded   an   addi- 
tional   revenue    of    about    $618.749085 

as    compared    with    $723  4M  25* 


the  amount  that  would  have  been  received  had  the  full 
effect  of  a  40%  advance  been  realised. 

The   amount   thus   realized   was   approximately  ............  $105  OOO.MO 

less  than  originally  contemplated. 

The  total  difference  resulting  from  iinder-estlmate  In  rates 
of  pay  and  lesser  revenue  than  that  recommended  by  the 
carriers  was  about  .................................  .  $146673000 

which   deducted    from   amount    required    for  «%    return.  .'.  !$5(f!  409^000 

Ir.-ives    estimated    net    Income    for   the    Kastern    carriers   of 


"There  was  a  marked  Increase  In  traffic  during  1920  up  to 
and  including  October,  followed  by  a  sharp  decline  in  November 
and  December,  the  decline,  in  fact,  being  so  rapid  that  It  was 
not  possible  to  adjust  maintenance  and  operating  methods  BO  as 
to  at  once  effect  corresponding  reductions  in  expenses.  The 
Increase  in  rates  granted  in  Ex  Parte  74  became  effective  In 
large  part  but  not  in  whole  in  August,  1920,  and  the  months  of 
September  and  October  of  that  year  measurably  reflect  the  ef- 
fect of  the  higher  rates  in  relation  to  the  Increased  bases  of 
costs.  The  net  railway  operating  income  of  the  carriers  for 
these  two  months  projected  on  the  same  basis  for  a  twelve 
months'  period  would  give  an  annual  net  railway  operating  in- 
come for  the  year  as  follows: 

September  and 

October  Net  Same  Projected 

Hallway  Operating  Over  Twelve         Return  on 

Income  Months  Period      Valuation* 
Class  I  railroads  of 

the  United  States    .....  $159.765,798  $778,388,507 


4.12% 


•As  used  by  Commission  In  Ex  Parte  74. 


"The  returns  for  these  two  months,  as  projected  through  a 
twelve  months'  period,  fell  much  below  expectations.  It  is  be- 
lieved, however,  that  the  full  realization  of  the  rate  basis  as  ac- 
tually authorized,  together  with  such  economies  and  reductions 
in  operating  costs  as  may  be  effected,  will,  with  normal  busi- 
ness, yield  results  more  closely  approximating  the  intent  of  the 
act. 

"A  careful  review  of  the  situation  shows  very  clearly  that 
the  increases  in  rates  of  pay  and  prices  of  fuel,  materials  and 
miscellaneous  items,  have  been  greatly  in  excess  of  the  increase 
in  the  basis  of  charges  for  transportation  and  that  the  adjust- 
ments made  with  a  view  to  correcting  this  situation  have  in  part 
failed  of  their  purpose  because  of  the  severe  decline  in  traffic. 

"The  situation,  not  only  with  respect  to  working  conditions, 
but  also  as  to  rate  of  pay,  is  now  before  the  Labor  Board. 

"It  is  expected  that  substantial  reduction  will  be  secured  in 
the  price  of  fuel  for  1921,  in  fact  a  number  of  contracts  have 
already  been  made  effective  as  of  April  1,  much  under  last  year's 
prices.  Other  material  prices  are  showing  a  gradual  decline  and 
as  materials  and  supplies  now  in  stock  are  consumed  and  grad- 
ually replaced  with  materials  purchased  at  lower  figures  there 
will  be  reduced  charges  to  expenses  on  this  account — all  of 
which  will  be  reflected  in  lower  operating  costs.  Meantime  the 
railroad  representatives  in  conference  with  the  Commission  are 
making  such  rate  adjustments  from  time  to  time  as  are  found 
necessary  in  order  to  remove  inequalities  and  reestablish  proper 
relationships. 

"The  railroad  problem  today  is  largely  one  of  misunder- 
standing, and  I  think  it  may  be  fairly  said  that  the  misunder- 
standing has  been  caused  chiefly  by  the  fact  that  during  the 
period  of  26  months  of  federal  control  a  great  economic  problem 
was  dealt  with  in  an  uneconomic  way.  This  policy  resulted  in 
serious  maladjustment  between  the  revenues  and  expenses  of 
the  carriers  which  still  existed  at  the  end  of  federal  control. 
Deficits  during  federal  control  growing  out  of  operations  under 
such  conditions  could  be  and  were  met  by  drafts  upon  the  fed- 
eral treasury.  It  is  doubtful  if  such  a  policy  was  a  wise  one  at 
any  time  or  under  any  circumstances.  In  any  event,  it  cannot 
be  followed  under  existing  conditions.  As  soon  as  the  revenues 
and  operating  costs  of  the  railroads  can  again  be  brought  to  a 
proper  relationship,  the  railroad  problem  as  it  presents  Itself 
today  will  have  been  largely,  if  not  entirely,  solved." 

Taking  up  the  Lauck  statement,  Mr.  Willard  said  Mr.  Lauck 
said  in  addition  to  the  estimated  saving  of  $578,500,000.  a  total 
saving  of  a  billion  dollars  a  year  could  be  brought  about. 

"It  would  appear."  he  said,  "that  in  arriving  at  the  pos- 
sible economies  to  be  made  in  connection  with  railway  opera- 
tion, Mr.  Lauck  has  acted  on  the  assumption  that  If  the  worst 
were  as  good  as  the  best,  the  results  which  he  indicates  would 
come  about.  Mr.  Lauck's  statement,  however,  would  be  even 
more  interesting  and  Illuminating  If  It  had  contained  also  an 
estimate  of  the  probable  cost  of  making  the  improvements  and 
changes  necessary  before  the  savings  which  he  has  in  mind 
could  be  accomplished.  It  is,  of  course,  highly  desirable  that 
all  preyentable  wastes  should  be  avoided  in  whatever  line  of 
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human  endeavor,  in  case,  of  course,  the  cost  of  avoidance  does 
not  exceed  the  value  of  the  saving." 

Mr.  Willard  then  applied  Mr.  Lauck's  reasoning  to  the 
farming  industry  to  illustrate  what  savings  could  be  made  If 
the  worst  were  made  as  good  as  the  best.  He  said  the  railroads, 
however,  had  probably  accomplished  more  In  the  way  of  possible 
savings  and  economies  in  connection  with  their  operations  than 
was  the  case  with  the  average  farmer  because  the  railroads 
have  been  obliged  to  give  more  careful  thought  to  methods  of 
economy. 

"I  wish  to  repeat,  however,"  he  continued,  "that  I  raise  no 
issue  at  all  with  the  proposition  that  there  are  possibilities  of 
still  further  savings  on  the  part  of  the  railroads.  I  question 
only  the  practicability  of  such  savings  as  have  been  proposed 
by  Mr.  Lauck,  or  many  of  them,  when  considered  from  the  point 
of  view  which  confronts  the  railway  manager." 

Illustrating  his  position  with  references  to  the  operation  of 
the  B.  &  O.,  Mr.  Willard  said  that  since  July  1,  1910,  up  to 
December  31,  1920,  the  company  had  spent  for  additions  and 
betterments  slightly  more  than  $197,000,000.  In  the  year  ended 
June  30,  1910,  he  said,  the  B.  &  O.  carried  13,870,883,868  ton 
miles  and  in  the  year  ended  December  31,  1920,  21,661,448,095 
ton  miles,  an  increase  of  56.2  per  cent,  and  that  in  spite  of  the 
large  capital  expenditures  and  the  resultant  increase  of  its 
facilities,  it  was  unable  in  the  last  fiscal  year  to  carry  currently 
all  of  the  business  which  it  was  offered.  He  said  it  was  clear, 
therefore,  that  the  road  had  not  Increased  its  facilities  beyond 
the  reasonable  requirements  of  its  patrons.  In  purchasing  new 
and  heavier  cars  and  engines,  he  said,  it  was  also  necessary  to 
improve  the  trackage  and  bridges  to  meet  the  heavier  loads.  He 
said  if  the  B.  &  O.  had  arranged  to  handle  its  entire  freight 
business  over  all  suitable  divisions  of  the  line  with  engines  of 
the  Mallet  or  Mikado  type,  it  would  have  been  possible  to 
handle  all  the  business  it  did  handle  last  year  with  a  saving  of 
10.000,000  freight  train  miles  and  that  the  saving  so  effected 
could  be  roughly  estimated  at  $10,000,000.  To  have  procured 
the  heavier  engines  and  to  have  equipped  the  road  generally  for 
their  safe  operation,  however,  he  said,  would  have  required  & 
capital  expenditure  of  about  $165,000,000,  almost  as  much  as  the 
company  had  spent  for  all  improvements,  additions  and  better- 
ments, and  equipment  in  the  last  eleven  years.  He  said  even 
then  the  company  would  not  have  been  able  to  handle  a  very 
much  larger  volume  of  business  than  actually  was  handled.  He 
asked  whether  it  would  have  been  wise  to  have  expended  so 
large  a  sum,  assuming  such  a  sum  were  available,  simply  for 
the  purpose  of  performing  substantially  the  same  service  at  a 
lower  cost  and  ignore  the  constant  demands  of  the  public  for 
increased  transportation  facilities. 

Another  illustration  given  by  Mr.  Willard  was  that  if  the 
B.  &  O.  dismantled  its  repair  shops  which  are  not  entirely 
modern  and  replaced  them  with  new  structures  and  equipment, 
it  would  be  able  to  save  about  $1,250,000  a  year  in  connection 
with  repairs  to  locomotives.  That  change  would  cost  about  $6,- 
000,000,  he  said.  On  one  particular  occasion,  he  said,  the  ques- 
tion came  up  of  spending  $2,000,000  for  new  shops  to  enable  the 
company  to  repair  its  locomotives  at  a  lower  cost,  or  of  using 
that  sum  for  new  steel  coaches,  which  would  mean  no  economy 
in  operation  but,  on  the  contrary,  mean  an  increased  cost  of 
transportation  because  of  the  greater  weight  of  steel  equipment 
as  compared  with  wooden  equipment.  He  said  it  was  decided 
that  the  public  would  be  better  served  by  buying  the  steel 
coaches  instead  of  building  the  shops,  inasmuch  as  it  was  pos- 
sible to  maintain  the  power  in  the  existing  shops  although  at  a 
somewhat  higher  cost. 

"The  question  is  a  very  practical  one,"  said  he.  "If  a  con- 
dition could  be  conceived  of  wherein  the  railroads  had  available 
all  the  money  that  was  necessary,  flrst  to  provide  safe  and  regu- 
lar transportation  as  demanded  by  their  patrons;  second,  to 
provide  a  constantly  increasing  carrying  capacity  to  take  care 
of  the  growing  business  of  the  country,  and  in  addition  thereto 
a  sufficient  sum  to  replace  all  facilities  with  modern  and  more 
efficient  facilities  wherever  it  was  shown  that  by  so  doing  econo- 
mies oould  be  effected — if  such  a  condition  could  be  conceived 
of,  there  would,  perhaps,  be  no  real  excuse  for  the  railway  man- 
agers If  they  failed  to  adopt  the  policy  of  making  the  worst  as 
good  as  the  .best,  as  suggested  by  Mr.  Lauck's  statement;  but 
I  repeat  that  the  question  is  a  very  practical  one. 

"The  experience  of  the  past  shows  that  only  a  certain 
amount  of  new  capital  in  the  aggregate  is  available  in  any  one 
rear  for  all  investment  purposes,  and  of  the  total  amount  so 
available  the  railroads  require  and  obtain  a  portion. 
The  capital  requirements  of  other  industries  and  undertak- 
ings must  also  be  provided  from  the  same  Investment  fund, 
and  the  total  amount  available  Is  divided  presumably  in  such 
way  as  best  fits  the  demands  and  requirements  of  the  immediate 
situation. 

"It  has  been  frequently  stated  In  the  last  ten  years  that  the 

ilroads  in  this  country  require  at  least  one  billion  dollars  of 

capital  each  year  for  additional  improvements  and  exten- 

i.  and  yet  the  official  figures  show  that  the  average  amount 

capital  raised  and  so  expended  by  the  railroads  during 


the  ten  years  preceding  federal  control  was  slightly  under  $600,- 
000,000  per  annum — not  enough,  in  fact,  to  provide  the  addi- 
tional facilities  actually  necessary  currently  to  handle  the  traf- 
fic offered  in  times  of  business  activity  and  take  care  of  the  fu- 
ture developments,  much  less  to  do  all  that  and  In  addition 
carry  out  the  program  suggested  by  Mr.  Lauck,  however  attrac- 
tive, if  attainable,  it  might  be. 

"I  do  not  wish  to  appear  as  in  any  sense  minimizing  the 
economies  that  may  be  possible  in  railway  operation,  nor  do  I 
wish  to  be  understood  as  saying  or  believing  that  there  are  not 
substantial  economies  to  be  made  without  the  expenditure  of 
excessively  large  capital  sums.  On  the  contrary,  I  believe  there 
are  many  things  that  can  be  done;  changes  made  in  operation, 
in  methods  of  maintenance,  in  care  of  materials,  etc.,  which  will 
mean  constant  and  increasing  economies.  What  I  do  mean  to 
say  is  that  I  believe  the  railway  managers  are  not  unmindful 
of  the  possibilities  of  the  situation.  In  fact,  it  is  because  the 
railway  managers  in  the  past  have  been  consistently  following 
such  a  policy  to  the  extent  of  their  ability  to  do  so,  that  the 
American  railroads  have  been  able  to  carry  the  freight  traffic  of 
this  country  at  rates  lower  than  those  in  effect  in  any  other 
country  in  the  world.  I  can  hardly  believe  that  those  who  have 
been  directly  charged  with  the  financial  integrity  of  the  prop- 
erties could  possibly  have  been  less  interested  in  the  subject 
than  Mr.  Laucktand  others,  however  well  disposed,  who  must  of 
necessity  view  the  matter  from  a  somewhat  academic  stand- 
point. 

"Under  the  terms  of  the  transportation  act,  Congress  has 
charged  its  agent,  the  Commission,  with  the  duty  of  acquiring 
itself  with  the  methods  of  management  in  effect  on  the  several 
railway  systems,  and  this  fact  of  itself  will  be  an  incentive  to 
all  railway  managers  to  study  and  improve  their  practice  wher- 
ever possible  and  practicable  to  do  so.  Furthermore,  the  ex- 
change of  information  and  the  comparison  of  data  which  has  al- 
ready resulted  from  the  closer  cooperation  between  the  carriers, 
encouraged  and  provided  for  under  the  transportation  act,  will 
furnish  additional  incentive  and  will  point  to  new  ways  in  which 
economies  can  be  effected. 

"I  have  stated  that,  by  an  expenditure  of  approximately 
$165,000,000,  the  Baltimore  &  Ohio  Company  could  probably  ef- 
fect a  saving  of  $10,000,000  a  year.  The  Baltimore  &  Ohio  Com- 
pany, in  a  way,  may  be  considered  as  about  one-twenty-fifth  of 
the  entire  railroad  system  of  the  United  States,  and,  assuming 
that  conditions  on  the  Baltimore  &  Ohio  Railroad  are  fairly 
typical,  it  might  be  still  further  assumed  that  an  expenditure 
of  twenty-five  times  the  amount  necessary  fully  to  equip  the 
Baltimore  &  Ohio  Railroad  with  engines  of  the  most  improved 
and  modern  type  would  be  sufficient  to  equip  all  of  the  railroads 
in  the  United  States  in  the  same  manner,  thereby  effecting  a 
saving,  we  will  say,  of  $250,000,000  a  year,  involving,  however, 
the  investment  of  more  than  $4,000,000,000  of  new  capital. 

"It  should  be  borne  in  mind  that 'I  have  only  included  in 
these  figures  one  of  the  items  enumerated  by  Mr.  Lauck,  and  1 
am  unable  to  say  what  amount  of  new  capital  might  be  required 
in  order  to  carry  out  his  entire  program. 

"Will  anyone  suggest,  however,  that  $4,000,000,000  or  even 
one-fourth  of  that  sum  is  readily  or  will  be  immediately  avail- 
able for  such  an  expenditure  by  the  railroads,  or  that  the  solu- 
tion of  the  present  difficulty  of  the  railroads  is  to  be  found  in 
such  a  course  of  action  or  is  even  to  be  looked  for  in  that  direc- 
tion? Economies  resulting  from  good  practice  should,  of  course, 
be  encouraged,  and  not  only  encouraged  but  insisted  on  in  the 
public  interest;  but  let  us  not  deceive  ourselves  by  thinking 
that  the  economies  suggested  by  Mr.  Lauck,  however  appealing 
they  may  appear,  afford  a  solution  of  the  very  practical  problem 
confronting  the  railroads  at  this  time." 

Mr.  Willard,  continuing  his  testimony,  May  18,  referred  to 
an  assertion  by  Mr.  Lauck  before  the  Labor  Board  that  the  rail- 
roads did  not  resort  to  engineering  research  for  the  purpose  of 
increasing  efficiency  of  operation.  He  called  to  the  attention  of 
the  committee  the  fact  that  the  railroads  have  two  organiza- 
tions which  give  their  thought  to  the  development  of  more  effi- 
:ient  operation— the  American  Railway  Association  and  the  ad- 
visory committee  of  the  Association  of  Railway  Executives 
which  was  created  to  co-operate  with  the  Interstate  Commerce 
Commission  in  carrying  out  the  terms  of  the  transportation  act. 
Mr.  Willard  said  he  referred  to  the  Lauck  statement  in  that  par- 
ticular because  no  doubt  it  had  had  some  influence  on  the  pub- 
lic mind.  He  said  he  personally  believed  that  successful  pri- 
vate operation  of  the  railroads  had  been  made  possible  by  the 
transportation  act.  He  said  the  railroads  must  co-operate  effec- 
tively, however,  and  that  they  were  endeavoring  to  do  that 
through  the  advisory  committee. 

Taking  up  miscellaneous  losses  which  Mr.  Lauck  said  could 
eliminated,  Mr.  Willard  referred  to  the  charge  that  exorbi- 
.nt  salaries  were  being  paid  high  railroad  officials.     He  said  a 
I  had  been  introduced  in  Congress  limiting  the  salaries  of  rail- 
road officials  to  $15,000  a  year  and  that  the  question  of  railroad 
ifflcials    salaries  appeared  to  be  in  the  public  mind.     He  said  It 

not  make  a  great  deal  of  difference  to  him,  as  he  would  not 
the  railroad  business  many  more  years,  but  that  the  pro- 
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in    laih.iad  oftlclHl  appeared  to  be  the  only  one  where  It 
ia  held  to  be  discreditable  to  succeed  In  the  way  of  salaries. 

'In  other  lines  princely  salaries  are  not  looked  upon  with 
discredit,"  said  in.  "No  one  criticizes  Mr.  Schwab  for  paying 
tin-  president  of  his  company  11,000,000  a  year.  My  salary  is 
discussed  in  Congress.  I  am  not  ashamed  of  it,  but  it  is  always 
made  10  appear  that  I  am  getting  more  than  I  am  entitled  to." 

Mr.  Willard  said  he  was  calling  the  matter  to  the  attention 
of  the  committee  because  of  the  effects  on  the  transportation 
problem.  He  snid  the  attitude  toward  the  salaries  of  railroad 
officials  has  had  two  effects— the  railroads  have  lost  many  of 
their  most  efficient  executives  and  young  men  of  ability  are  not 
attracted  any  more  to  the  railroad  business.  He  said  he  had  in 
mind  i  lie  case  of  a  capable  young  man  who  was  getting  $35,000 
a  year  as  a  railroad  official  before  the  war.  The  Director-Gen- 
rial  cut  his  salary  and  after  federal  control  he  accepted  a  posi- 
tion outside  the  railroad  field  at  twice  the  pay  he  had  received 
heinie  federal  control.  He  said  that  was  a  typical  case  of 
what  was  happening.  He  asked  whether  it  was  a  good  thing  for 
the  transportation  service  to  lose  men  of  that  character.  He 
said  thai  if  the  service  was  of  the  sort  that  could  use  men  at 
second  or  third-rate  salaries  there  was  no  argument.  Formerly, 
he  said,  young  college  graduates  went  into  the  railway  service 
in  considerable  numbers  to  grow  up  with  the  business.  Appli- 
cations of  that  kind,  he  said,  have  almost  ceased.  He  said  he 
did  not  advise  them  to  come  into  the  service.  He  said  his  own 
son  had  considered  entering  the  service  but  finally  decided  not 
to  do  so. 

"I  did  not  want  him  to  enter  a  business  where  to  succeed 
meant  reproach,"  said  Mr.  Willard. 

It  is  not  only  proposed  to  regulate  salaries  of  railroad  offi- 
cials, he  continued,  but  the  railroad  official  also  is  prohibited 
from  having  investments  in  anything  he  knows  anything  about 
and  he  is  cut  off  from  the  opportunity  of  profitable  investments 
and  must  depend  entirely  on  his  salary. 

"I  assume  that  sooner  or  later  this  question  will  come  before 
this  committee  and  when  it  does  come  up  I  want  you  to  remem- 
ber you  get  exactly  what  you  pay  for,"  said  he. 

Senator  Wolcott  inquired  about  the  cost  of  operating  private 
cars  for  railroad  officials.  Mr.  Willard  said  he  had  a  private  car 
which  he  called  his  official  car  because  he  used  it  as  his  office, 
spending  the  greater  part  of  each  week  in  it.  He  said  he  had 
not  heard  of  a  private  car  costing  as  much  as  $2,000  a  week,  a 
figure  mentioned  by  the  senator.  He  said  it  was  essential  that 
the  higher  operating  officials  have  cars  because  they  spend  most 
of  their  time  going  over  the  systems  and  that  as  a  matter  of 
fact  the  operation  of  the  cars  constituted  an  economy. 

Referring  to  the  salary  question,  Senator  Pomerene  said 
when  the  Director-General  of  Railroads  was  before  the  commit- 
tee during  the  investigation  in  January  and  February,  1919,  he 
had  said  he  had  saved  $6,100,000  by  "lopping  off"  salaries  of 
highly  paid  executives  and  counsel.  He  said  the  Director-Gen- 
eral was  asked  for  a  statement  showing  the  salaries  paid  the 
Railroad  Administration  higher  officials  and  that  this  showed 
there  were  a  few  $50,000  salaries,  74  salaries  over  $10,000,  and 
that  the  average  salary  was  $19,400. 

Mr.  Willard  also  replied  to  a  statement  by  Mr.  Lauck  re- 
garding the  cost  of  repairs  to  B.  &  O.  freight  cars.  Mr.  Lauck, 
according  to  the  witness,  said  the  average  cost  of  repairing 
cars  at  the  B.  &  O.  shops  was  $514  per  car  and  that  the  cost 
in  outside  shops  per  car  was  $1,015.  He  said  he  had  had  those 
figures  checked  with  the  result  that  it  was  found  that  the  aver- 
age cost  of  repairing  each  of  the  cars  under  consideration  was 
$625  in  the  B.  &  O.  shops,  exclusive  of  overhead  costs,  and  $680, 
including  overhead  costs,  in  the  outside  shops.  He  said  while 
it  did  cost  more  to  do  the  work  in  the  outside  shops  the  in- 
crease was  actually  about  8  per  cent  whereas  Mr.  Lauck  said  it 
was  100  per  cent.  He  also  discussed  charges  relative  to  inter- 
locking directorates  and  said  no  director  of  the  B.  &  O.  had 
ever  asked  him  to  do  anything  inimical  to  the  best  interests  of 
that  company.  He  said  it  was  unfair,  unjust  and  harmful  to 
the  railroad  situation  to  accuse  all  railroads  of  being  dishonest 
because  some  one  once  was  dishonest. 

Mr.  Willard  also  answered  a  charge  by  Mr.  Lauck  that  cards 
showing  69  B.  &  O.  cars  to  be  in  bad  order  were  removed  and 
the  cars  put  into  service.  He  said  investigation  showed  that 
the  inspector  had  held  the  cars  to  be  in  bad  order  but  that  the 
foreman  decided  they  were  fit  for  operation.  He  said  the  cars 
were  still  in  service  and  that  nothing  had  developed  to  show 
that  the  foreman  was  wrong  in  his  judgment. 

A  statement  showing  that  the  net  railway  operating  income 
of  Class  1  roads  and  large  switching  and  terminal  companies 
for  the  year  ended  February  28,  1921,  was  $2,090,975.  slightly 
less  than  the  net  income  for  that  period  submitted  previously 
by  Senator  Cummins,  as  compared  with  a  net  of  $530,869,481 
in  the  corresponding  period  of  1919-1920,  was  submitted  by  Mr. 
Willard.  He  said  if  the  business  of  the  year  ending  February 
28,  1921,  had  been  done  over  again  at  the  rates  and  charges, 
and  rates  of  pay  in  effect  at  the  end  of  that  year,  there  would 
have  been  a  net  operating  income  of  $543,000,000  instead  of  only 
$2,090,975,  and  operating  ratio  of  86.93  per  cent  instead  of  94.33 
per  cent. 


In  reply  to  question*  by  Senator  Stanlvy  about  U»«  effect* 
of  standardization  of  wages  by  the  Railroad  Administration  Mr 
Willard  Bald  wages  of  unskilled  employee  bad  varied  with  locali- 
ties before  federal  control.  He  also  said  that  I 
trol  the  railroads  were  comparatively  free  of  jurlsdlctional  dis- 
putes. 

Mr.  Willard  said  he  wished  to  explain  his  Btatement  made 
on  the  previous  day  that  he  had  never  seen  such  poor  railroad- 
Ing  as  that  In  1920.  He  said  some  of  his  friends  thought  he 
had  done  the  railroads  an  injustice.  He  said  what  he  meant 
was  that  although  the  railroads  did  more  in  1920  than  they  bad 
ever  done  before  they  had  to  contend  with  congestion  due  to 
the  outlaw  strike,  had  to  move  empty  cars  away  from  loads  to 
get  them  where  they  were  needed  more  badly  and  that  the  ordi- 
nary methods  of  railroading  had  to  be  changed  because  of  the 
confused  labor  conditions.  He  said  the  point  he  had  Intended 
to  make  was  that  the  railroads  did  not  do  as  well  as  they  could 
have  done  had  they  not  been  confronted  by  the  conditions  out- 
lined. 

Smith   Follows  Willard 

A.  H.  Smith,  president  of  the  New  York  Central,  followed 
Mr.  Willard  on  the  stand.  He  said  he  desired  to  say  that  the 
railroads  of  the  United  States  were  the  best  In  the  world  before 
the  war  and  that  they  furnished  the  most  economical  trans- 
portation. He  said  they  went  into  the  war  as  the  best  trans- 
portation machine  in  the  world  and  brought  to  their  task  a 
well-trained  army  of  transportation  men.  He  said  he  thought 
it  could  be  said  regardless  of  the  cost  or  the  effect  on  the  prop- 
•erties  since  that  they  did  their  full  duty.  He  said  although 
transportation  costs  were  higher  now,  he  still  believed  the 
transportation  machine  of  the  United  States  was  the  best  in 
the  world  and  giving  the  cheapest  transportation  service  in  the 
world. 

"I  have  always  believed  that  the  country  has  been  unap- 
preciative  of  what  the  railroads  did  in  1918  and  1919,"  said  he. 

Continuing,  he  said  there  had  been  so  much  delay  and  so 
much  questioning  as  to  what  the  "hire  of  the  soldier  shall  be 
after  he  has  come  out  of  the  battle."  It  was  still  being  debated, 
he  said,  what  the  railroads  should  have  for  what  they  did  when 
they  were  badly  in  need  of  money,  and  what  they  were  prom- 
ised. He  said  there  should  be  some  way  of  getting  together  on 
that  subject.  Questioned  by  members  of  the  committee  he  said 
he  was  referring  to  the  matter  of  settlements  with  the  Railroad 
Administration,  and  that  the  principle  had  not  been  laid  down 
for  the  basis  on  which  claims  should  be  filed. 

Senator  Cummins  remarked  that  the  Railroad  Administra- 
tion had  laid  down  a  principle  of  settlement  with  which  the 
railroads  do  not  agree.  Mr.  Smith  said  the  basis  of  settlement 
adhered  to  by  the  administration  was  not  fair  to  the  roads. 
Senator  Pomerene  said  he  was  not  able  to  understand  just  why 
there  should  be  so  much  difficulty  in  making  the  settlements. 
Mr.  Smith  said  the  railroads  needed  money  badly  and  that  in 
view  of  the  service  given  during  the  war  they  should  be  dealt 
with  liberally. 

Senator  Cummins  said  he  did  not  know  that  the  committee 
could  do  anything  as  to  the  situation  under  discussion.  He  said 
he  was  disappointed  that  things  had  moved  so  slowly  and  that 
he  had  not  expected  the  Railroad  Administration  to  be  con- 
tinued more  than  a  year  after  federal  control.  He  said  the 
committee  had  assumed  that  what  claims  could  be  settled  would 
be  disposed  of  and  that  the  remainder  would  go  to  the  courts. 
He  said  he  had  been  told  that  many  railroads  had  not  yet  filed 
their  claims.  Mr.  Smith  said  the  roads  had  to  make  up  TO 
much  in  the  way  of  statistics  that  the  filing  of  claims  had  been 
delayed.  He  also  said  the  preparation  of  the  data  required  was 
expensive  to  the  roads. 

"If  the  committee  can  do  anything  that  will  tend  to  bring 
the  Railroad  Administration  to  a  close  and  complete  adjust- 
ments," said  Senator  Cummins,  "it  will  be  very  glad  to  do  so." 

He  said  the  committee  did  not  want  to  continue  the  Rail- 
road Administration  as  a  permanent  bureau. 

"The  thought  I  wish  to  leave  here  is  that,  as  good  soldiers, 
the  railroads  should  have  liberal  treatment,"  said  Mr.  Smith. 

In  rrply  to  Senator  Kellogg,  Mr.  Smith  said  that  English, 
Canadian  and  French  railroads  were  in  as  bad  or  worse  condi- 
tion with  respect  to  revenues  as  the  American  railroads.  Sen- 
ator Pomerene  remarked  that  in  England  the  railroad  executives 
were  permitted  to  "wear  their  heads"  during  the  war  while  in 
the  United  States  they  were  not. 

Mr.  Smith  then  submitted  statistics  pertaining  to  the  op- 
eration of  the  New  York  Central  to  show  the  Increased  cost  of 
operation  In  recent  years.  The  operating  ratio  on  that  road 
was  75  per  cent  in  1913,  75.5  in  1914,  65.2  in  1915.  64.4  In  1916, 
71  in  1917,  78.2  in  1918,  79.3  in  1919  and  93.8  in  1920,  he  said. 
These  figures  show  how  the  cost  of  operation  had  grown,  he 
said.  He  also  discussed  the  effects  of  the  Adamson  law  and  the 
wage  increases  of  the  Director-General. 

Mr.  Smith  continued  the  presentation  of  statistics  to  shoV 
why  the  cost  of  operation  on  the  New  York  Central  lines  was  so 
much  greater  in  1920  than  in  1919  at  the  hearing  before  the 
committee  May  19.  He  said  it  cost  the  New  York  Central  $93,- 
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000.000  more  to  handle  its  tonnage  in  1920  than  in  1919.  He  went 
Into  detail  as  to  the  effect  of  the  reclassiflcation  of  employes 
under  the  national  agreements. 

"From  the  standpoint  of  efficiency  what  was  gained  by  this 
reclassiflcation?"  asked  Senator  Pomerene. 

The  witness  replied  nothing  whatever  was  accomplished  as 
to  that  and  that  all  the  employes  wanted  was  more  money  and 
that  It  would  have  been  just  as  well  to  give  them  the  money  and 
call  them  by  their  old  names. 

Mr.  Smith  developed  that  the  New  York  Central,  as  did  other 
roads,  was  obliged  to  pay  employes  for  services  rendered  during 
federal  control  because  of  retroactive  adjustments  made  after 
the  termination  of  federal  control  by  the  adjustment  board  of  the 
Railroad  Administration.  He  said  that  item  was  one  of  those  in 
dispute  between  the  company  and  the  Administration. 

Senator  Cummins  said  he  could  not  see  that  the  railroads 
were  obliged  to  pay  for  services  during  federal  control. 

"I  wish  some  one  had  told  us  that,"  replied  Mr.  Smith,  add- 
ing that  the  company  had  to  borrow  money  as  the  result  of  mak- 
ing the  payments. 

"There  couldn't  possibly  be  any  obligation  on  the  part  of  the 
railroads  to  pay  for  work  done  during  federal  control,"  said 
Senator  Cummins.  "I  am  amazed  to  learn  that  it  was  done." 

"Who  would  have  paid  them  if  the  roads  had  not?"  asked  Mr. 
Smith. 

Senator  Cummins  said  the  employes  simply  would  have 
had  a  claim  against  the  government. 

The  witness  said  that  in  one  instance  the  company  had  to 
pay  one  employe  $1,710  for  work  done  during  federal  control. 

"I  take  it  that  that  was  universal,"  said  Senator  Cummins.       • 

.Mr.  Smith  said  that  had  gone  on  all  over  the  country.  He 
said  the  railroads  were  trying  to  get  the  money  thus  paid  from 
the  Railroad  Administration. 

Senator  Kellogg  asked  Mr.  Smith  to  submit  to  the  committee 
a  statement  later  showing  whether  it  was  not  true  that  the 
railroads  paid  the  government  bills  after  the  termination  of 
federal  control  and  have  claims  against  the  government  for  such 
payments,  and  also  as  to  whether  such  payments  made  in  1920 
were  charged  to  the  operating  expenses  of  1919  instead  of  1920. 

Mr.  Smith  said  he  did  not  know  to  what  year  the  payments 
had  been  charged,  but  that  he  had  no  doubt  they  had  been 
charged  to  the  proper  accounts.  He  said  the  payments  thus 
made  ran  into  large  sums  of  money.  Senator  Cummins  said  it 
was  important  to  know  whether  the  payments  had  been  charged 
to  1919  or  1920,  as  the  committee  was  trying  to  make  a  com- 
parison of  the  costs  of  operation  in  the  last  year  of  federal  con- 
trol and  the  year  beginning  March  1,  1920. 

When  the  national  agreements  were  being  discussed,  Sena- 
tor Pomerene  suggested  that  an  expert  be  put  on  to  explain 
the  purpose  of  the  ^classifications. 

"You  might  call  McAdoo,"  said  Senator  Kellogg. 

Senator  Pomerene  said  he  was  just  wondering  why  "they 
wanted  to  continue  government  operation  four  years  more." 

Mr.  Smith  discussed  in  detail  the  increases  in  pay  of  vari- 
ous classes  of  employes  in  1920  over  1917.  Referring  to  over- 
time, he  said  overtime  should  be  paid,  but  that  he  objected  to 
the  principle  of  punitive  overtime.  He  said  he  would  rather  pay 
a  premium  to  a  train  crew  to  bring  in  a  train  in  in  nine  hours 
rather  than  pay  overtime  for  getting  it  in  in  eleven  hours. 

Asked  by  Senator  Cummins  how  much  the  New  York  Cen- 
tral expected  to  save  in  1921  on  soft  coal,  Mr.  Smith  said  "be- 
tween live  and  six  million  dollars. 

Undermaintenance  of  the  property  of  the  New  York  Central 
by  the  government  during  federal  control  was  charged  by  Mr. 
Smith,  who  said  that  condition  threw  additional  burdens  on  the 
road  in  1920. 

Mr.  Smith  gave  a  number  of  illustrations  of  the  effect  of  the 
national  agreements  as  to  increases  In  operating  expenses. 

"Not  only  were  wages  of  specified  classes  of  employes  raised, 
it  many  employes  were  placed  on  higher  grades  than  those  in 
which  they  were  prior  to  the  orders  and  national  agreements," 
Mr.  Smith  said.  "The  reclassiflcation  not  only  had  the  effect 
of  Increasing  wages,  but  very  largely  increased  the  number  of 
men." 

In  the  locomotive  department  alone  of  the  New  York  Cen- 
tral lines.  Mr.  Smith  said  the  number  of  employes  on  the  month- 
y  rolls  was  Increased  from  11,545  before  the  agreements  took 

K.MVn72,  inVnedlately   following  the  agreements  and   to 

5  in  1920.  In  the  car  department  the  average  number  of  men 
employed  in  1919  was  12,350.  By  the  operation  of  agreements 
and  rules  made  at  the  close  of  federal  control,  the  average  num- 
f  men  in  this  department  was  increased  to  13  888 

Going  into  details,  Mr.  Smith  stated  that  an  air  'brake  re 
palrer  in  December,  1917,  was  paid  27  cents  an  hour.  Under  an 

r  of  the  Director-General  the  rate  of  pay  was  raised  to  58 


"A  stripper  was  raised  from  30  cents  an  hour  in  December, 
1917,  to  68  cents  an  hour  and  then  under  the  national  agreements 
became  a  machinist  at  72  cents  an  hour. 

"In  the  car  department  a  passenger  car  inspector  in  Decem- 
ber, 1917,  was  paid  37%  cents  per  hour,  then  63  cents  and  under 
the  national  agreements  became  an  inspector  leader  at  67  cents. 

"Oil  room  men  in  1917  were  paid  28>4  cents  per  hour,  then 
68  cents  and  under  the  national  agreements  became  blacksmiths 
at  72  cents  an  hour. 

"Starting  at  55  cents,  blacksmiths,  under  orders  of  the 
Director-General,  went  up  to  68  cents  and  classified  as  hammer- 
smith under  the  national  agreements  received  82  cents  an  hour. 

"'An  additional  cause  of  increased  labor  costs  due  to  these 
orders  and  agreements  was  the  application  of  punitive  overtime 
to  all  classes  of  employes.  Overtime  which  had  previously  been 
paid  at  pro  rata  hourly  rates  was  placed  on  a  time  and  half 
basis,  increasing  by  50  per  cent  the  rate  per  hour  for  overtime 
pay." 

Mr.  Smith  pointed  out  that  the  above  rates  were  those  pre- 
vailing before  the  increased  wage  award  made  by  the  Railroad 
Labor  Board  in  July  and  made  retroactive  to  May  1,  1920.  This 
involved  for  the  New  York  Central  lines  alone  an  increase  in 
wages  of  approximately  $25,640,000,  including  back  pay  of  $8,100,- 
000,  he  said. 

"The  effect  of  the  Adamson  law,  which  became  operative  as 
of  January  1,  1919,"  Mr.  Smith  said,  "was  to  establish  in  con- 
tracts for  labor  and  service  eight  hours  as  the  measure  of  a 
day's  work  for  the  purpose  of  reckoning  the  compensation  for 
services,  in  place  of  ten  hours  which  had  previously  obtained. 
While  this  did  not  increase  the  basi  daily  or  mileage  rates  of 
engine  and  train  crews,  the  overtime  rates  were  increased  as 
well  as  the  numbesr  of  hours  of  overtime,  since  this  extra  com- 
pensation became  payable  in  four-fifths  of  the  time.  The  re- 
sult in  money  to  the  New  York  Central  in  1917  was  an  increase 
of  $4,045,000,  or  8.9  per  cent,  in  the  pay  of  men  concerned  under 
the  Adamson  law,  enginemen,  firemen,  conductors  and  trainmen." 

Just  before  the  committee  adjourned  for  the  day,  May  19, 
Senator  Pomerene  made  a  motion  that  it  invite  criticism  of  the 
statistics  submitted  by  the  carriers  from  other  interests  and 
statisticians  of  the  Commission.  He  said  he  made  the  motion  in 
order  to  save  a  great  deal  of  labor  on  the  part  of  the  members 
of  the  committee  and  that  it  was  not  offered  in  criticism  of  any 
testimony  given  or  that  might  be  given  hereafter.  Senator  Cum- 
mins suggested  that  the  question  raised  should  be  taken  up  and 
disposed  of  in  executive  session,  and  it  was  decided  to  do  that. 

NEW    LEGISLATION    PROPOSED 

Repeal  of  the  revenue  taxes  on  freight,  express  and  pas- 
senger charges  is  provided  for  in  a  bill  (S.  1727)  introduced  by 
Senator  Trammell  of  Georgia.  The  bill  repeals  paragraphs  (a), 
(b)  and  (c)  of  the  revenue  act  approved  February  24,  1919,  the 
paragraphs  being  those  applying  to  the  imposition  of  the  trans- 
portation taxes. 

Senator  Jones  of  Washington  has  introduced  a  bill  (S.  1771) 
authorizing  the  United  States,  through  the  United  States  Ship- 
ping Board,  to  acquire  a  site  on  Hazzell  Island,  Saint  Thomas, 
Virgin  Islands,  for  a  fuel  and  fuel-oil  station  and  fresh-water 
reservoir  for  Shipping  Board  and  other  merchant  vessels,  as 
well  as  United  States  naval  vessels.  The  Shipping  Board  would 
be  authorized  to  pay  for  the  site  not  exceeding  $50,000. 

CAMPBELL  GOES  TO  WORK 

The  Traffic   World   Washington  Bureau 

Commissioner  Johnston  B.  Campbell  arrived  in  Washington 
May  17.  His  idea  was  that  he  would  look  around  for  several 
days  and  then  begin  his  work.  His  colleagues,  however,  had 
fferent  ideas  on  that  subject.  They  sent  memoranda  to  his 
desk  and  had  them  all  neatly  arranged  in  a  way  suggesting  im- 
mediate attention.  Therefore,  the  new  Commissioner  changed 
his  plans  so  that  before  night  he  was  dictating  his  views  on 
the  subjects  placed  before  him  and  working  just  as  if  he  had 
decided  before  leaving  Spokane  that  the  thing  to  do  immediately 
after  arrival  in  Washington  was  to  go  to  work. 

The  Commission  has  assigned  Commissioner  Lewis  to  divi- 
sion No.  1,  of  which  the  other  members  are  McChord,  Meyer 
and  Aitchison.  That  division  has  supervision  over  valuation 
and  safety  appliance  matters.  It  has  assigned  Commissioner 
-ampbell  to  division  No.  3,  of  which  Commissioners  Hall  and 
Eastman  are  the  other  members.  That  division  has  supervision 
over  cases  not  assigned  to  particular  commissioners. 


*t      h  °!lUonal  ^eements  his  classification  was 

changed  to  that  of  tender  repairer  and  automatically  his  waees 
were  raised  to  68  cenU  per  hour. 

"An  engine  cleaner,  who  in  December,  1917,  was  paid  22 
rents  per  hour,  was  raised  successively  to  45  cents  and  then  as  a 
painter-helper  to  49  cents,"  said  he 


EXTENSION    OF    LEASE   ASKED 

The  Belfast  &  Moosehead  Lake  Railroad  Company  and  the 
Maine  Central  Railroad  Company  have  made  a  joint  application 
Commission's  approval  and  authorization  for  an  exten 
the  lease  dated  April  27,  1871,  under  which  the  Maine 
itral  operates  the  railroad  property  of  the  Belfast  &   Moose- 
Lake  company,  running  50  years  from  May  10,  1871.    Both 
npanies  desire  a  renewal  of  the  lease  for  an  indefinite  period, 
rminable,  however,  upon   six   months'  notice,  by  either  party. 
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RAILROAD  WAGES  TO  BE  CUT 

A  resolution  adopted  by  the  United  States  Labor  Board.  May 
IT.  ostensibly  to  set  the  date  for  the  hearing;  of  the  wage  dls- 
I'utes  of  such  roads  as  weie  not  Included  in  previous  proceed- 
ings, but  which,  in  fact,  gives  notice  of  a  reduction  In  wages, 
i  lie  extent  of  which  is  "yet  to  bo  determined,"  came  as  a  sur- 
prise, scarcely  more  than  a  week  having  elapsed  since  the  close 
ni  the  wage  reduction  hearings. 

The  board,  in  this  resolution,  promises  to  make  public  Us 
wast?  decision  on  June  1,  and  says  that  the  reductions  contained 
therein  will  be  made  effective  July  1.  The  additional  reduction 
proposals  are  to  be  heard  beginning  June  6,  so  that  any  decision 
lesnltinK  therefrom  may  also  be  made  effective  on  July  1. 

The  resolution  is  as  follows: 

Win T-.tf.  i  no>r  date  of  April  6,  1921,  the  United  States  Kallroad 
l.ii.or  Board  adopted  a  resolution  which  recited,  among  other  things 
tlmt  in  the  judgment  of  the  hoard  It  is  desirable  to  hear  at  one  time 

.I.  (  ule  in  one  decision,  so  far  as  may  he  possible,  the  question  as 
1,1  what  may  eonstitute  Just  and  reasonable  wages  for  all  classes  of 
employes  of  carriers  parties  to  Decision  No.  2  as  to  whose  wages 
IN-rc  may  be  disputes;  and, 

Whrrcas.   The  board  has  now  heard   the  evidence  and  arguments 

both  parties  to  all  such  disputes  which  were  filed  and  docketed 
prior  to  April  IS.  1021,  hut  since  said  date  a  large  number  of  applica- 
tions for  decision  on  similar  disputes  have  been  filed  and  there  are 
reasonable  grounds  to  believe  that  still  other  such  applications  are 
a 'out  to  be  filed:  and, 

Wheivas.  The  Railroad  Labor  Board  has  this  day.  by  formal 
r:  tolutlon  declared  that.  In  its  judgment,  based  upon  the  evidence 
before  it  in  the  disputes  already  heard,  prevailing  conditions  Justify 
to  some  extent,  yet  to  be  determined,  a  readjustment  downward  of 
tli.  wHKes  of  the  employes  of  the  carriers  which  are  parties  to  the 
disputes  already  heard  by  the  Labor  Board:  therefore  be  It 

'Ived   (1),   That  this  board  will  on  June   1.   1921.  announce  its 

sion  covering  the  disputes  as  to  wages  between  carriers  and  their 

'loyes.  which  have  been  heretofore  heard  by  the  board,  to  become 
ve  July  1,  1921. 

(2)  That  Monday,  June  6,  1921,  be  set  as  the  date  when  this 
loan!  will  hear  the  representatives  of  the  parties  to  disputes  filed 
since  April  18,  1921.  or  which  may  yet  be  filed  and  docketed  prior  to 
June  6,  1921.  it  being  the  purpose  of  the  Railroad  Labor  Board  to  make 
its  decision  of  the  disputes  heard  June  6.  1921,  effective  July  1.  1921. 

Just  previous  to  making  this  resolution  public,  the  board 
announced  its  adoption  of  the  labor  classifications  contained  In 
the  wage  order  of  the  Interstate  Commerce  Commission  of  April 
18.  This  classification  is  to  be  used  by  carriers  in  reporting  the 
service  and  compensation  of  their  employes  to  the  Commission 
and  the  board.  The  scheme  divides  all  steam  railroad  employes 
into  seventeen  major  classes. 

The  announcement  says: 

The  purpose  of  the  occupational  classification  of  railroad  positions 
is  to  furnish  a  basis  for  the  collection  of  wage  and  other  data  for 
homogeneous  classes  of  railroad  positions,  to  establish  as  nearly  as 
can  he,  a  uniform  terminology  to  be  used  in  describing  similar  occu- 
pations, and  to  so  classify  positions  that  all  railroads  may  have  the 
si  me  general  understanding  of  the  meaning  of  positions  and  report 
v.-age  and  compensation  data  upon  a  uniform  and  consistent  plan. 

The  occupational  classification  is  not  considered  by  the  board,  nor 
should  it  be  considered  by  railroads  or  other  interested  parties  as 
setting  up  jurisdictional  lines  for  occupations  or  as  limiting  the  kind 
of  work  which  employes  may  perform,  or  the  duties  which  they  may 

nne.  In  preparing  the  classification  the  board  has  not  aimed  to 
standardize  for  any  railroad  occupational  duties  assigned  to,  or  the 
kinds  of  work  performed  by,  its  employes,  and  nothing  in  the 
classification  could  be  construed  in  this  light. 

This  classification  constitutes  a  complete,  consistent  and  scien- 
tific arrangement,  on  the  basis  of  duties  and  responsibilities  of  all 
positions  on  American  railroads.  In  the  matter  of  wage  statistics  it 
is  believed  that  it  will  accomplish,  when  fully  in  operation,  a  function 
analogous  to  that  now  performed  by  the  uniform  system  of  accounts 
in  the  distribution  of  revenues  and  expenses  and  in  the  standardiza- 
tion of  the  accounting  records  and  practices  of  American  steam  rail- 
roads. 


REDUCTIONS  IN  RATES 

The   Traffic   World   Washington  Bureau 

Although  neither  President  Harding  nor  the  Commission  is 
making  much  ado  about  the  fact,  freight  rates  are  being  reduced 
and  they  are  being  reduced  ahead  of  reductions  in  operating  ex- 
penses. But  they  are  being  reduced  in  the  way  The  Traffic 
World  has  said  would  be  the  reasonable  way  to  go  about  the 
matter — by  examining  and  treating  particular  maladjustments 
and  not  by  a  general  reduction  in  the  rate  level. 

Just  how  President  Harding  thought  they  should  be  reduced 
has  never  been  definitely  disclosed.  The  public  impression  was, 
however,  that  he  advocated  a  horizontal  reduction  in  the  general 
level  and  that  suggestion  was  warmly  received  by  those  who 
agreed  with  what  they  understood  to  be  the  President's  posi- 
tion— that  high  freight  rates  were  one  of  the  principal  causes 
of  the  slump  in  business.  Some  definitely  suggested  that  all  the 
increases  permitted  by  the  Commission  in  its  report  on  Ex  Parte 
No.  74  be  withdrawn.  They  did  not,  however,  indicate  how  the 
Commission  might  undertake  to  justify  such  a  reduction,  in  view 
of  the  fact  that  the  undisputed  testimony  in  Ex  Parte  No.  74 
showed  that  any  reduction  in  the  revenues  of  many  of  the  car- 
riers would  be  disastrous  and  would  bring  the  resulting  rates 
within  the  constitutional  rule  forbidding  the  making  of  rates 
yielding  less  than  cost,  plus  a  reasonable  return. 

For  a  while  after  President  Harding  made  his  address  to 
f'ongress  it  seemed  that  there  might  be  such  a  popular  agitation 
that  Congress  might  undertake  itself  to  prescribe  rates — which 
it  has  the  power  to  do,  the  constitution  Itself  being  the  only 


rule  that  it  would  have  to  obey.  It  could  prescribe  rate*  In  din- 
regard  of  the  rule  laid  down  by  It  In  Section  15  (a)  directing 
the  Commission  to  "Initiate  and  establish"  rates  which.  In  Its 
Judgment,  would  yield  revenue  great  enough  to  enable  the  car- 
riers to  earn  6.5  per  cent  on  the  value  of  the  property  used  by 
them  for  transportation  service,  plus  half  of  one  per  cent  for  the 
creation  of  a  fund  to  be  used  In  making  non-productive  Im- 
provements. 

For  a  considerable  time  after  making  that  address  President 
Harding  continued  to  talk  about  rates,  apparently  on  the  as- 
sumption that  all  were  higher  than  the  traffic  could  bear.  Cabi- 
net officials  also  discussed  the  subject  with  newspaper  corre- 
spondents. Secretary  Hoover  In  particular  giving  his  views  freely. 
But  President  Harding  and  Secretary  Hoover  have,  for  two 
weeks,  been  refraining  from  further  talk  on  the  subject.  The 
President,  In  one  of  his  discussions,  was  told  that  the  Commis- 
sion, after  discussion  between  Itself  on  the  one  side,  and  ship- 
pers and  carriers  on  the  other,  was  allowing  or  almost  compel- 
ling reductions  to  meet  particular  situations.  The  reduction  in 
lake  cargo  rates,  permission  to  reduce  which  had  already  been 
given,  the  application  for  permission  to  reduce  rates  on  grain 
from  Missouri  River  points  to  Chicago  via  Minneapolis,  which 
had  been  made,  and  the  reductions  in  rates  on  grain  for  export, 
were  cited  as  examples  of  what  was  being  done.  The  President 
was  glad  to  hear  about  them. 

Whether  he  had  been  advised  prior  to  that  time  as  to  what 
was  being  done,  he  did  not  Indicate.  Since  that  time  there  has 
not  been  so  much  talk  about  reducing  rates  among  the  officials 
In  the  executive  branch  of  the  government  as  there  was  prior 
to  that  time.  The  possibility  of  arousing  popular  sentiment  to 
make  demands  which,  if  granted,  would  almost  certainly  lead  to 
disaster,  may  have  been  pointed  out  to  the  President  and  mem- 
bers of  his  cabinet,  but  if  that  was  done,  the  fact  is  not  known. 
The  President  has  had  one  talk  with  Chairman  Clark,  who  has 
written  many  letters  pointing  out  the  danger  of  making  general 
reductions  in  rates  in  advance  of  reductions  in  the  costs  of 
operation.  The  chairman  was  at  the  White  House  on  the  same 
day  the  President  talked  with  the  chairman  of  the  Railroad 
Labor  Board.  Nothing  was  given  out  as  to  the  nature  of  the 
talk  between  the  President  and  the  chairman,  but  it  has  been 
assumed  by  those  who  know  something  about  the  financial  aspect 
of  the  matter  that  Chairman  Clark  warned  the  President  that 
a  general  reduction  in  rates  in  advance  of  a  reduction  in  operat- 
ing costs  would  result  in  throwing  railroad  companies  in  the 
hands  of  receivers  and  creating  a  state  of  affairs  worse  than 
that  which  some  assumed  to  be  an  important  factor  in  retarding 
business. 

Abstention  by  the  President  and  cabinet  officials  from  fur- 
ther talk  about  rate  reductions  may  be  due  to  exhaustion  of 
ideas  on  the  subject,  or  it  may  be  due  to  a  realization  of  the 
danger  of  misleading  the  public  into  a  belief  that  a  hurried  and 
general  reduction  in  rates  would  be  a  panacea  for  what  is  ailing 
the  business  world.  Whatever  may  have  caused  the  abstention, 
it  is  a  fact  that  there  has  been  a  cessation  of  talk. 

Shippers  generally,  perhaps,  do  not  fully  sense  the  magni- 
tude of  the  work  that  has  been  done  toward  readjusting  rates 
without  attacking  the  general  level.  The  Commission  has  not 
announced  the  items  of  that  work  with  any  fanfare  of  trum- 
pets. In  fact,  it  seemed  to  discourage  publicity  in  most  of  the 
cases  in  which  it  has  given  the  carriers  permission  to  lower  the 
rates  prescribed  by  it  in  Ex  Parte  No.  74  and  some  of  its  specific 
orders  thereunder.  Nearly  all  the  carriers,  when  they  have 
come  to  the  conclusion  that  a  particular  situation  required  treat- 
ment by  means  of  reduced  rates,  have  asked  for  sixth  section 
permission,  so  as  to  extend  the  relief  quickly.  Even  where  they 
have  initiated  reductions  themselves,  by  filing  on  statutory 
notice,  they  have  advised  the  Commission  of  their  desire  to  re- 
duce rates,  and  in  no  case  that  can  be  now  recalled  has  the 
Commission  suspended  permanently  a  tariff  naming  lower  rates. 
It  made  public  announcement  only  when  it  authorized  reductions 
in  the  rates  on  export  grain,  via  eastern  points,  and  on  lake 
cargo  coal. 

Readers  of  the  Traffic  World,  of  course,  have  been  advised 
as  to  reductions  on  sand,  gravel,  and  crushed  rock  by  the  New 
Haven;  the  proposed  reduction  on  grain  from  Missouri  River 
to  Chicago  via  Minneapolis;  lumber  from  the  Pacific  coast;  sul- 
phur from  Texas  points  to  the  east  and  north;  feeder  cattle 
from  Texas  to  the  north;  hay  from  Montana  and  Idaho;  salt 
and  copper  from  the  Intel-mountain  country  to  Pacific  ports; 
tin  and  terne  plate  from  the  east  to  the  Pacific  coast;  and  re- 
ductions on  blackstrap,  beet  molasses,  and  alfalfa  bay  and  alfalfa 
meal.  That,  of  course,  is  not  a  complete  list,  but  it  is,  perhaps, 
long  enough  to  indicate  that  the  process  of  reducing  rates  to 
enable  traffic  to  move  has  been  going  on,  and  that  the  only 
thing  the  Commission  has  done  that  some  might  criticise  has 
been  to  set  its  face  against  the  broad  proposition  that  general 
reductions,  presumably  on  percentage  bases,  would  be  for  the 
good  of  the  country-  No  shippers  have  ever  concretely  asked  for 
such  reductions,  but  some  have  talked  as  if  they  were  con- 
vinced that  percentage  reductions,  spread  over  the  whole  rate 
structure,  would  be  beneficial. 

Each  of  the  reductions  has  been  made  for  the  avowed  pur- 
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pose  of  either  preserving  traffic  that  otherwise  would  go  to 
boat  lines,  or  stimulating  a  movement  where  it  had  languished 
or  disappeared.  The  question  of  revenue  has  been  subordinated. 
In  some  Instances  the  showing  was  that  the  traffic  had  prac- 
tically all  disappeared  and  in  others  it  was  that  unless  rates 
were  reduced  the  tonnage  would  not  move  in  time  to  enable 
those  for  whose  benefit  the  reductions  were  made  to  take  care 
of  the  coming  crop. 

Not  one  of  them  has  been  made  except  on  a  showing  that 
the  result  would  be  helpful  to  both  shipper  and  carrier.  They 
have  not  been  made  on  the  theory  that  the  declining  cost  of 
production  and  of  living  should  be  matched  by  a  like  reduction 
in  the  cost,  to  the  shipper,  of  transportation. 


CEMENT  AND  ASPHALT   RATES 

The  Traffic  World   Washington  Bureau 

A  considerable  part  of  I.  and  S.  docket  No.  1303,  in  which 
Examiner  Eugene  L.  Gaddess  achieved  a  record  of  more  than 
5,000  pages  and  about  1,100  exhibits,  may  be  settled  without  a 
decision  from  the  Commission.  Carriers  and  shippers  have  come 
to  an  agreement  about  rates  on  cement.  -They  are  working 
on  rates  pertaining  to  asphalt  with  the  probability  of  a  like  ad- 
justment of  the  issues  that  Gaddess  had  confronting  him  in  his 
hearings  at  Memphis  and  St.  Louis. 

The  agreement  as  to  cement  has  caused  the  Commission  to 
issue  its  sixth  section  permission  No.  52,971,  authorizing  the 
carriers  to  file  supplements  or  reissues  of  their  tariffs  naming 
rates  on  cement,  now  under  suspension  in  that  case,  and  to 
cancel  the  suspended  supplements  or  reissues,  notwithstanding 
the  rules  prohibiting  any  such  moves  with  respect  to  tariffs 
under  suspension.  It  further  authorizes  the  carriers  to  make 
new  rates  effective  not  later  than  June  15. 

The  schedules  suspended  by  the  orders  in  I.  and  S.  No.  1303 
were  prepared  and  filed  hurriedly,  in  answer  to  the  Commis- 
sion's telegraphic  notice  to  the  carriers,  dated  January  3,  that 
they  would  have  to  get  their  schedules  to  the  files  in  time  to 
make  the  rates  operative  March  1,  or  else  be  prosecuted  for 
their  failure  to  comply  with  the  orders  of  the  Commission  to 
line  up  their  rates  in  accordance  with  various  decisions,  such  as 
the  Murfreesboro,  Nashville,  and  Meridian  cases.  The  schedules 
filed  by  them,  they  admitted,  could  not  be  justified.  That 
was  particularly  true  of  those  pertaining  to  cement  and  asphalt. 
At  the  hearings  the  carriers  made  no  attempt  to  justify  them. 
Instead,  they  went  Into  conference  with  the  shippers,  the  result 
being  that  those  pertaining  to  cement  and  asphalt  were  with- 
drawn from  the  case. 


REDUCED  RATES  AGREED  ON 

The   Traffic   World  Washington  Bureau 

Material  reductions  in  rates  on  blackstrap  molasses,  final 
beet  syrup  molasses,  alfalfa  hay  and  alfalfa  meal  will  become 
effective  on  five  days'  notice  as  soon  as  the  affected  carriers 
can  file  appropriate  supplements  to  their  tariffs  carrying  rates 
on  the  commodities  mentioned.  There  will  be  a  reduction  of 
20  cents  on  beet  molasses  from  Colorado  sugar  mills  to  Mis- 
souri River  distinations  and  7%  cents  on  alfalfa  hay  and  meal 
from  eastern  Colorado  to  the  same  destinations. 

A  two-fold  object  is  to  be  served  by  these  reductions.  Re- 
lief is  to  be  given  to  the  producers  of  the  raw  materials  men- 
tioned and  to  the  manufacturers  of  mixed  feeds  whose  estab- 
lishments are  along  the  two  rivers  mentioned  and  other  places 
from  which  cattle  feeders  in  the  niilddle  of  the  country  obtain 
their  supplies  of  mixed  feeds. 

Applications  for  reductions  on  blackstrap  molasses  were 
made  by  the  lines  serving  the  Gulf  ports.  Those  serving  east- 
ern Colorado  and  Wyoming  points  made  the  applications  for  re- 
ductions on  beet  molasses  and  alfalfa  hay  and  meal. 

The  underlying  facts  which  controlled  the  railroads  in  ap- 
plying for  permission  to  make  the  reductions  on  short  notice 
are  that  the  manufacturers  of  mixed  feeds  have  been  unable  to 
market  their  products  because  of  low  prices;  and  for  the  same 
reason  the  producers  of  molasses  and  alfalfa  meal  and  hay  have 
been  unable  to  find  a  market  for  the  product  of  last  year's 
crops. 

Conferences  on  this  subject  were  begun  between  the  rail- 
roads and  the  feed  manufacturers  about  three  weeks  prior  to 
the  time  the  special   permissions  were  issued,   May  14      They 
held  a  meeting  at  St.  Louis  on  May  3,  at  which  there  was  a 
rison  of  notes  and  the  railroads  serving  the  Gulf  ports  in 
ransportatlon  of  blackstrap  molasses  announced  their  con- 
ision  that  the  commercial  condition  was  such  that  they  should 
make  a  reduction  on  both  domestic  and  imported  blackstrap 
serving  Colorado  and  Wyoming  were  not  convinced 
conditions   were   as   bad   as   represented  by  the  manufac- 
i  of  mixed  feed  and  the  people  from  whom  they  bought 
v   material.     They   continued   their   investigation    how- 
,  and  reached  the  conclusion  that  unless  they  made  reduc- 
the   producers   of   alfalfa   hay,    meal    and   beet   molasses 
i  not  b..  able  to  get  rid  of  the  products  of  last  year's  crop 
Ime  to  take  care  of  the  products  of  this  year's  crop.    Condi- 


tions with  regard  to  blackstrap  molasses  in  Cuba  were  repre- 
sented as  being  as  bad  as,  if  not  worse  than,  conditions  in 
America  where  beet  and  cane  sugar  are  produced. 

The  reductions  are  regarded  as  of  an  emergency  character, 
therefore,  they  are  limited  so  that  the  supplements  to  tariffs  of 
Boyd,  Emerson,  Speiden  and  Kelly,  the  L.  &  N.,  A.  T.  &  S.  P., 
and  other  carriers  and  agents  to  whom  special  permissions 
were  granted,  will  expire  September  30. 

Rates  on  blackstrap  molasses  are  to  be  made  dependent  on 
value,  the  released  rate  order  for  which  had  not  passed  through 
the  routine  of  the  Commission  at  the  time  this  was  written. 
The  higher  valued  blackstrap  molasses,  however,  is  to  carry  a 
rate  of  3%  cents  a  hundred  pounds  greater  than  on  the  lower 
valued  blackstrap.  The  reason  for  making  rates  dependent  on 
value  is  not  stated  in  the  application  but  is  understood  to  be 
based  on  the  fact  that  the  higher  grades  of  blackstrap,  being 
suitable  for  the  production  of  alcohol,  can  stand  a  higher  trans- 
portation rate. 

Typical  rates  on  blackstrap  from  Gulf  ports  to  named  des- 
tinations are  as  follows:  Atchison  30  and  33%;  Cairo  20  and 
23%;  Cedar  Rapids  and  Chicago  30  and  33%;  Council  Bluffs 
and  Des  Moines  33%  and  37;  E.  St.  Louis  22%  and  26,  and  St. 
Paul  42  and  45%. 

A  typical  rate  on  beet  molasses  is  35%  cents  from  Eastern 
Colorado  to  Missouri  River  points.  The  present  rate  is  55% 
cents. 

WATERMELON  RATES  AND  PRICES 

The   Traffic    World    Washington  Bureau 

Railroads  in  the  South  do  not  feel  warranted  in  reducing 
the  freight  rate,=  on  watermelons  for  this  season's  crop,  accord- 
ing to  a  letter  received  by  Senator  Harris,  of  Georgia,  from 
Lincoln  Green,  vice-president  of  the  Southern  Railway.  The 
question  of  getting  a  revision  downward  had  been  taken  up  with 
the  Commission  and  the  carriers  by  Senator  Harris  and  others 
speaking  for  the  watermelon  growers.  Mr.  Green  said  he  did 
not  believe  a  reduction  in  rates  would  result  in  the  growers 
getting  any  more  for  their  melons  than  under  the  prevailing 
rates.  His  letter  follows: 

"Asking  that  you  pass  this  advice  to  your  colleagues  who 
accompanied  you  in  recent  visit  to  my  office,  I  beg  to  report 
that  an  informal  conference  between  representatives  of  the 
watermelon  growers  and  representatives  of  the  carriers  was  had 
in  Macon,  Ga.,  on  April  26. 

"From  the  report  which  I  have  of  this  conference  I  am  led 
to  believe  that  while  there  was  some  division  of  opinion  as  to 
the  effect  of  the  increased  transportation  charge  on  the  ability 
of  the  watermelon  producer  to  market  his  crop,  it  was  probably 
the  feeling  of  the  majority,  if  not  all,  that  the  transportation 
charge  was  not  an  important  factor  in  the  situation. 

"In  order  that  you  may  see  at  a  glance  what  the  last  ad- 
vance in  freight  charges  represents — using  an  average  load  of 
1,000  melons  at  an  average  weight  of  27  pounds  each — I  invite 
your  attention  to  the  following  tabulation.  Using  Albany,  Ga., 
as  a  representative  shipping  point,  the  advance  per  melon  is  as 
follows: 

Baltimore,    Md ,  4.2c 

Philadelphia,    Pa 4.Sc 

New    York,    N.    Y 4.9c 

Buffalo,    N.    Y .    .      .  .  4  9c 

Pittsburgh.    Pa 4.8c 

Chicago,    111 4.7c 

Cincinnati,     0 2.3c 

"It  developed  at  the  meeting  that  the  returns  to  the  growers 
on  last  year's  crop  were  very  small,  averaging  about  $75  per 
car,  and  using  the  same  estimate  as  above  approximated  7ty>c 
per  melon. 

"The  last  investigation  into  the  price  at  destination  yielded 
the  fact  that  the  consumer  paid  very  much  more  than  was  war- 
ranted by  the  returns  to  the  grower  plus  the  transportation 
charge.  For  instance,  it  was  shown  that  melons  yielding  the 
grower  7%c  and  the  carrier  12.7c,  Albany  to  Baltimore,  or  a 
total  of  20.2c  for  the  producer  and  the  carrier,  sold  in  Balti- 
more for  $1. 

"It  was  stated  at  the  meeting  that  certain  carload  shipments 
of  melons  from  Stilson,  Ga.,  to  Chicago  in  last  July  yielded  the 
grower  approximately  $50  per  car.  Figures  were  submitted 
from  the  government  report  (Bureau  of  Markets  daily  market 
report)  which  showed  the  average  sale  price  at  Chicago  for 
melons  ranging  from  18  to  31  pounds  during  July,  1920,  to  have 
been  $349  per  car  of  24,000  pounds,  based  on  every  other  day 
sales.  The  freight  rate  from  Stilson  to  Chicago  during  July, 
1920,  was  $134.40  per  car  of  24,000  pounds,  and  war  tax  $4.03, 
making  a  total  of  $138.43,  which  deducted  from  the  average  sale 
price  left  $210.57  for  the  grower  and  speculator,  which  it  seems 
was  divided  by  the  grower  receiving  $50  and  the  speculator 
$160.57. 

"It  is  reasonably  certain  that  the  grower  would  not  receive 
any  substantial  addition  to  his  price  through  a  reduction  in 
freight  rates.  I  do  not  believe  the  consumer  would  get  the  ad- 
vantage of  such  a  reduction. 

"The  citrus  producers  in  Florida  and  on  .the  Pacific  Coast 


1,    MIL'I 


THE    TRAFFIC     WORLD 


1079 


iiiul  i lie  Georgia  peach  growers  long  since  learned  that  they 
could  iioi  gel  fair  retui-ns  on  their  crops  by  handling  through 
commission  houses  In  the  markets  of  coiuumption  and  accepting 
whatever  return  the  commission  man  rendered;  they,  therefore, 
formed  associations  nnd  created  selling  agencies  whoch  have 
in  iMliiri •(!  much  more  satisfactory  result*.  The  distribution  un- 
der this  plan  is  more  Intelligent  and  glutting  the  markets  IB 
avoided  with  its  consequent  depression  of  prices. 

"The  interested  carriers  wish  me  to  say  to  you  that  they  do 
tun  feel  that  the  circumstances  warrant  reduction  in  the  melon 
rates." 

ator  Harris  said  in  the  Senate,  after  having  submitted 
tin-  letter,  that  he  had  taken  up  with  the  Federal  Trade  Com- 
mission tlie  iiuestion  of  profiteering  on  the  part  of  the  retailer 
and  the  commission  merchant. 


SENATORS  DISCUSS  HIGH  RATES 

The   Traffic   World   Washington  Bureau 

"Cheer  up;  the  worst  is  yet  to  come,"  said  Senator  Stanley, 
of  Kentucky,  in  the  Senate,  May  13,  when  the  naval  appropria- 
tions bill  was  being  debated.  "These  taxes  are  but  a  fraction 
of  the  indirect  burden. 

"For  instance,  under  the  transportation  act  of  1920,  which 
has  operated,  according  to  the  testimony  before  the  committee, 
but  one-twelfth  of  the  time,  there  has  been  an  increase  in  rates 
of  $400,000,000.  If  it  had  operated  for  a  full  year,  there  would 
have  been  an  increase  of  practically  14,000,000,000.  Mr.  Hines 
has  estimated  that  we  pay  $5  out  of  our  pockets  for  every  dol- 
lar of  increase  in  freight  rates.  That  would  be  an  increase  in 
freight  rates  of  $20,000,000,000  under  one  act;  so  that  the  little 
amount  the  government  takes  directly  is  so  small  compared 
with  the  amount  we  are  taking  indirectly  that  we  should  not 
be  discouraged  or  dismayed." 

Senator  Norris,  of  Nebraska,  said  Senator  Stanley's  ref- 
erence to  freight  rates  "was  a  very  apt  illustration,"  of  the 
fact  that  burdens  were  being  imposed  on  the  people.  He  referred 
to  a  letter  complaining  of  high  freight  rates. 

"It  makes  very  little  difference  whether  we  carry  freight 
for  nothing  and  pay  for  it  out  of  the  Treasury,"  said  he,  "or 
whether  we  charge  for  it  as  we  do  now;  its  cost  is  distributed 
over  all  of  the  people.  Every  man,  woman,  and  child  pays 
something  on  everything  he  eats,  everything  he  uses,  and  every- 
thing he  wears,  for  freight  rates,  for  transportation  costs.  They 
enter  into  everything  around  us  and  about  us;  so  they  consti- 
tute one  form  of  taxation  that  we  must  all  pay,  even  though  we 
never  see  an  engine  or  ride  on  a  car. 

"This  man  writes  me  from  Holt  County,  Neb.  As  he  says 
in  the  letter,  that  is  one  of  the  greatest  hay-producing  sections 
in  the  entire  world.  I  think  it  is  probably  the  greatest  hay- 
producing  section  in  the  United  States.  At  least,  it  produces 
hay  in  abundance.  It  is  baled  and  shipped  to  market.  Most 
of  the  land  along  the  valley  produces  hay.  It  is  the  great  in- 
dustry of  that  particular  locality,  and  it  is  shipped  all  over  the 
United  States.  This  writer  says,  in  part  of  the  letter: 

I  had  300  carloads  of  hay  on  my  ranch  which  I  expected  to  bale. 
h.-iiil  and  ship,  and  could  have  done  so  under  the  old  1918  rates. 

"He  has  just  said,  in  the  prior  part  of  the  letter,  that  the 
freight  rates  on  hay  had  been  increased  100  per  cent. 

I  *  *  *  could  have  done  so  under  the  old  1918  rates  giving 
employment  to  men.  and  used  a  part  of  the  457,000  idle  freight  cars, 
:in<l  would  have  paid  the  railroad  $6,000  for  hauling  the  hay  to  Omaha. 

"But,  as  he  has  said,  the  freight  rate  now  amounts  to 
$12,000,  which  is  more  than  he  can  get  for  the  hay;  and  so  he 
goes  on  and  says: 

But  I  could  not  pay  $12.000.  the  amount  of  the  new  rate:  conse- 
ntly.  I  had  to  let  the  hay  rot  in  the  stacks.  Now,  this  condition  is 

'.  I  id  condition,  and  what  is  true  with  me  is  true  with  hundreds  of 
'•s.  and  they  will  be  ruined  and  put  out  of  business,  as  they  have 

nn  other  business  to  depend  upon. 

"That  is  not  an  exception  to  the  rule;  that  is  the  general 
rule.  That  obtains  all  over  the  United  States,  in  one  industry 
or  another.  It  is  a  form  of  taxation  which  the  people  of  the 
country  are  called  upon  to  pay  'beyond  their  ability  to  pay.  It 
can  not  be  done;  it  is  an  impossibility." 


BUILDING  MATERIAL  CONFERENCE 

The   Traffic  World   Washington  Bureau 

In  a  letter  May  13  to  E.  Guy  Sutton,  of  the  Sand  and  Gravel 
Association,  who  tried  to  lay  and  thought  he  had  laid  a  founda- 
tion for  a  conference  between  railroad  executives  and  shippers 
for  May  13,  Daniel  Willard  said:  "Referring  to  and  confirming 
our  conversation  of  yesterday  at  a  meeting  of  railroad  executives 
held  in  this  city  (Washington)  May  11,  the  matter  of  a  con- 
ference between  railroad  executives  and  shippers,  as  you  have 
proposed,  was  given  careful  consideration  and,  as  a  result,  It 
was  decided  to  ask  Mr.  Ingalls,  vice-president  of  the  New  York 
Central  lines  and  chairman  of  the  executive  committee  of  the 
eastern  traffic  vice-presidents,  to  get  in  touch  with  you  and  ar- 
range for  a  conference  for  the  purpose  of  discussing  any  inequal- 


ities that  may  have  n-Miii.il  or  have  been  eraphaalzed  by  ton 
Commission's  decision  In  Kx  I'arte  74. 

"I  believe,  although  I  am  not  definitely  no  advised,  that  It 
was  expected  that  the  dlncunHlon  would  !><•  confined  to  materials 
entering  into  the  road  building  program.  However,  1  am  quite 
cert.-iin  that  the  coiimntte,-  or,  for  Hint  mailer,  the  traffic  official 
of  any  Individual  railroad  company,  will  be  willing  to  take  up 
at  any  time  and  give  serious  consideration  to  any  IncquallticH 
of  the  rate  structure  such  an  I  have  referred  to  above." 

Mr.  Sutton  expects  to  make  arrangements  for  such  *  con- 
ference within  a  few  days. 


TRANSPORTATION  OF  FISH 

The   Tragic   World   Washington  Bureau 

Representatives  of  the  fish  distributing  industry,  after  a 
conference  last  week  at  the  Departnunt  of  Commerce,  held  at 
the  invitation  of  Secretary  Hoover,  adopted  reports  and  reso- 
lutions relating  to  transportation  and  other  subjects.  The  re- 
port of  the  transportation  committee,  composed  of  F.  D.  Pant, 
C.  J.  Weber,  Sol  Fass,  Frank  C.  Pearce  and  E.  T.  Case,  was  as 
follows: 

"1.  The  transportation  agencies  have  not  regarded  the  fish 
products  business  as  desirable  or  attractive.  Hence  those 
agencies  have  not  co-operated  in  the  effort  to  Improve  the  man- 
ner of  handling  the  fish  products  business.  The  government 
could  perform  a  great  service  by  impressing  upon  the  trans- 
portation agencies  the  policy  of  the  government  to  build  up  the 
fish  products  industry  and  by  urging;  the  transportation  com- 
panies to  co-operate. 

"2.  The  existing  level  of  rates,  both  railroad  and  express, 
on  fish  products  is  so  high  as  in  great  measure  to  prevent  ship- 
ments and  consumption  of  fish  products.  For  the  longer  hauls 
the  transportation  charges  are  greater  than  the  product  would 
bring  in  the  markets.  In  connection  with  the  general  policy  of 
the  Administration  to  bring  about  reductions  in  transportation 
charges  we  especially  urge  a  consideration  of  the  rates  on  fish 
products. 

"3.  Material  improvements  in  the  transportation  services 
are  imperatively  required.  In  the  short  time  available  for  the 
preparation  of  this  report  only  the  following  suggestions  are 
made  because  of  their  pressing  nature: 

a.  On   delayed   less   than  carload   freight   shipments   of   fresh    flsh 
products   the   transportation   companies   should   be    required   to   re-Ice 
in  order  to  prevent  deterioration  of  the  fish  products. 

b.  On    express    shipments    to    inland    points,    via    junctions,    care 
should   be  taken  to  keep  the  flsh  products  out  of  the  weather  while 
awaiting  transfer. 

c.  Refrigeration    service    on    local    freight    movements    should    be 
renewed  where  discontinued. 

d.  Express  shipments  of  flsh  products  should  be  handled  on   the 
Prst  passenger  trains  available  Instead  of  being  held  for  special  ex- 
pi  ess  trains. 

e.  Through   rates  and  free  movement  of  express  shipments  from 
common  points  to  exclusive  offices  of  either  company  should  be  estab- 
lished,   thus   giving  express   shipments    movements   over   more   direct 
routes  without  increasing  cost  of  transportation. 

"The  foregoing  suggestions  arc  all  deemed  practicable  and 
are  made  because  the  practices  which  are  recommended  are 
not  generally  in  force  now.  It  is  very  probable  that  most  of 
these  suggestions  would  commend  themselves  to  the  carriers 
if  the  indifferent  attitude  of  the  carriers  toward  the  flsh  prod- 
ucts industry  could  be  changed  by  government  influence." 


SUGAR  TRAFFIC  QUESTION 

The  Traffic   World   Washington  Bureau 

A  traffic  question  believed  to  be  of  unusual  weight  has  been 
placed  before  the  Commission  in  the  form  of  tariffs  on  raw 
sugar  from  Atlantic  ports  to  Marine  City,  Mich.,  carrying  a  rate 
on  the  raw  11  cents  less  than  on  refined  sugar.  At  present, 
so  far  as  the  railroads  are  concerned,  sugar  is  sugar  regardless 
of  how  impure  or  how  pure  it  may  be.  There  is  a  difference 
at  the  customs  houses,  sugar  of  96  degrees  or  less  purity  being 
regarded  as  being  raw  material  for  the  refiners,  although  it 
may  be  the  finished  product  of  the  centrals  in  Cuba,  Louisiana 
and  other  places  where  cane  is  grown.  Beet  sugar  is  extracted 
and  refined  in  the  same  plant,  usually,  so  there  is  such  thing 
as  raw  and  refined  in  the  beet  sugar  business.  Another  gen- 
eral fact  is  that  cane  and  beet  sugar  establishments  handle 
only  one  kind  of  saccharine  matter;  that  is  to  say,  a  beet  sugar 
plant  seldom  undertakes  to  handle  cane  sugar  or  vice  versa. 

The  proposed  rates  on  raw  sugar,  published  by  the  Penn- 
sylvania to  become  operative  May  30,  and  by  Agent  Kelly,  to 
become  operative  three  days  sooner,  if  allowed  to  become  effec- 
tive, will  put  the  beet  sugar  factory  at  Marine  City,  near  De- 
troit, into  competition  with  cane  sugar  refineries  at  the  Atlantic 
seaboard  for  the  market  In  central  territory.  That  beet  sugar 
establishment  thinks  that  if  the  railroads  will  publish  rates  on 
raw  sugar  it  can  refine  the  product  of  Cuban  and  other  foreign 
fields  and  market  Its  product  in  competition  with  the  refiners 
on  the  Atlantic  seaboard. 

In  publishing  the  rates  on  raw  sugar  the  railroads  serving 
Atlantic  ports  use    a    rate  made  by  Canadian  roads  from   S> 
Johns,  N.  B.,  to  Wallaceburg,  Ont.,  the  latter  near  Detroit  and 
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Marine  City,  as  their  guide.  The  Canadian  roads  are  carrying 
raw  sugar  to  Wallaceburg  for  11  cents  less  than  they  would  carry 
refined  sugar  If  It  were  offered  to  them  at  the  port. 

Protest  against  the  proposal  was  voiced  to  the  Commission's 
fourth  section  board  at  a  hearing  May  18  by  Joseph  F.  Abbott 
and  P.  M.  RIpley  for  the  American  and  Franklin  Sugar  Refining 
companies,  on  the  ground  that  there  is  so  little  difference  in 
the  values  of  raw  and  refined  sugars  that  the  railroads  can 
furnish  no  transportation  reason  for  making  any  difference  in 
the  rates.  The  difference  ranges  from  $1.50  to  $2  per  100  pounds, 
they  said. 

Harry  Wilson,  for  the  railroads,  said  that  by  making  the 
difference  proposed  the  railroads  will  obtain  about  the  same 
amount  of  money  and  at  the  same  time  will  afford  the  beet 
sugar  factory  at  Marine  City  an  opportunity  to  use  its  plant 
more  than  100  days  a  year,  which  is  the  time  it  is  employed  in 
taking  care  of  the  beet  crop  in  that  part  of  Michigan  from  which 
it  draws  its  supply  of  beets. 

A.  C.  McDonald,  for  the  Independent  Sugar  Company,  the 
plant  that  Induced  the  railroads  to  file  the  tariffs  under  protest, 
said  the  object  of  the  company  was  to  use  its  plant  for  a  larger 
percentage  of  the  time  and  thereby  reduce  the  cost  of  refining 
beet  sugar.  He  said  the  rate  made  by  the  railroads  would  not 
wholly  equalize  as  between  the  beet  factory  at  Marine  City,  but 
it  would  enable  it  to  compete  with  the  seaboard  refiners  in  a 
considerable  territory. 


BEEK  SEES  PRESIDENT 

The  Traffic  World   Washington  Bureau 

J.  H.  Beek,  executive  secretary  of  the  National  Industrial 
Traffic  League,  who  has  been  attending  the  hearings  before  the 
Senate  interstate  commerce  committee,  conferred  with  Presi- 
dent Harding  this  week.  Mr.  Beek  extended  an  invitation  to 
the  President  to  attend  the  meeting  of  the  League  in  Cleveland 
next  week,  but  the  President  will  not  be  able  to  attend. 


IRON  ORE  RATES 

The   Traffic   World    Washington   Bureau 

A  conference  was  to  be  held  at  Cleveland  this  week  between 
shippers  and  carriers  interested  in  the  iron  ore  rates  involved  in 
docket  No.  12071,  Adriatic  Mining  Co.  et  al.  vs.  Chicago  &  North 
Western  et  al.,  with  a  view  to  reaching  an  understanding  as 
to  rates  from  the  old  iron  ore  ranges  in  Michigan  and  Wis- 
consin to  the  upper  lake  docks.  The  formal  complaint,  filed 
last  December,  challenged  the  reasonableness  of  the  rates  then 
in  existence.  Long  before  the  opening  of  navigation  on  the 
lakes  this  spring  the  carriers  whose  rates  had  been  assailed 
filed  tariffs,  which  the  Commision  allowed  to  become  operative, 
increasing  the  line-haul  rates  ten  cents  and  the  dock  charges 
five  cents  per  ton.  These  increases  made  the  charges  on  ore 
from  the  old  ranges  as  high  as  those  from  the  newer  ranges  in 
Minnesota. 

Since  the  increase  there  has  been  practically  no  movement  of 
iron  ore  from  the  old  ranges  to  the  ports.  The  increased  freight 
rates  and  the  general  slackness  of  the  iron  and  steel  business 
combined,  deprived  the  carriers  that  had  made  the  increase,  of 
tonnage  almost  to  the  point,  blast  furnace  men  said,  of  extinc- 
tion. The  Minnesota  mines  have  richer  ores  which  are  easier 
to  get  to  the  docks,  the  blast  furnace  people  claim  in  telling 
why  there  has  been  no  substantial  movement  from  the  older 
mines  since  the  increase  in  rates  by  the  Chicago  &  North  West- 
ern and  other  railroads  not  affiliated  with  the  United  States 
Steel  Corporation. 

According  to  the  iron  and  steel  men,  the  conference  at 
Cleveland  was  sought  by  the  railroads,  and  not  by  them.  They 
thought  that  when  the  Commission  declined  to  suspend  the  ad- 
vances made  after  the  filing  of  the  formal  complaint,  they  were 
through  and  would  have  no  chance  of  obtaining  relief  prior  to 
the  decision  in  the  formal  complaint,  if  then.  The  steel  cor- 
poration roads,  at  the  time  the  carriers  serving  the  older  mines 
made  the  advance,  stood  "pat"  on  the  rates  then  in  effect 

Users  of  iron  ore  not  affiliated  with  the  United  States'  Steel 
Corporation  criticized  the  roads  that  made  the  advance  on  the 
theory  that  they  were  killing  the  goose  that  laid  golden 
eggs  for  them  by  bringing  about  a  rate  adjustment  that  would 
enable  the  users  of  ore  affiliated  with  the  steel  corporation  to 
increase  the  advantage  they  claimed  the  steel  corporation  fur- 
naces already  had  over  the  so-called  independents 

Their  inclination  is  to  regard  Ihe  conference  at  Cleveland 
as  vindication  of  the  stand  they  took  when  the  advances  were 
announced. 


REDUCTIONS  ON  LUMBER 

The  Traffic   World   Washington  Bureau 

A  scheme  is  being  formulated  whereby  the  members  of  the 
Sou  hern  Hardwood  Lumber  Traffic  Association  hope  to  per- 
suade the  Commission  and  the  southern  railroads  to  reduce  rates 
on  hardwood  lumber  from  the  Mississippi  Valley  territory  below 


the  rates  on  yellow  pine.  That  would  be  revolutionary.  They 
have  taken  up  the  matter  with  representatives  of  the  railroads. 
They  have  not  broached  the  subject  In  a  serious  way  to  any 
commissioner.  They  are  not  prepared  to  show  Chairman  Clark 
and  the  other  members  of  the  division  that  deals  with  rates 
that  a  condition  prevails  which  in  their  opinion  may  make  it 
necessary  for  the  Commission  and  the  railroads  to  consent  to 
a  rupture  of  the  parity  that  now  exists  in  rates  on  yellow  pine 
and  hardwood.  They  expect  to  appear  before  that  division  in- 
formally, backed  with  affidavits  showing  a  situation,  which,  in 
their  estimation,  can  be  dealt  with  only  by  disregarding  the 
ruling  of  the  Commission  that  rates  on  the  two  kinds  of  wood 
should  be  the  same. 

The  outstanding  fact,  the  -southern  men  assert,  is  that  the 
hardwood  mills  of  the  Mississippi  Valley  are  shut  down  because 
the  price  of  hardwood  lumber  and  the  freight  rate  combined 
are  excluding  southern  hardwoods  from  the  northern  markets; 
that  the  needs  of  the  factories  in  the  north  are  being  supplied 
from  local  cuttings  of  logs  taken  from  patches  of  timber  near 
the  factories,  thereby  depriving  the  southern  railroads,  and  many 
of  their  northern  connections,  of  revenue,  which  they  formerly 
received  from  the  long-haul  traffic  from  the  southern  mills. 

J.  H.  Townshend,  of  Memphis,  head  of  the  hardwood  traffic 
association's  bureau,  is  carrying  on  the  missionary  work  deemed 
necessary  to  convince  the  southern  railroads  and  the  Commis- 
sion that  it  will  be  in  the  interest  of  the  railroads  to  cut  the 
rate  on  hardwood  below  the  rate  on  yellow  pine  so  as  to  enable 
the  southern  hardwood  lumber  men  to  meet,  in  northern  mar- 
kets, the  competition  of  the  local  sawmills  and  the  motor  trucks 
with  which  the  latter  convey  their  product  to  northern  factories. 
Mr.  Townshend  claims  that  much  hauling  by  trucks  is  being 
done,  so  that  the  northern  lines  are  not  obtaining  revenue  from 
local  hauls  to  take  the  place  of  the  divisions  they  have  hereto- 
fore been  receiving  from  long  hauls.  It  is  claimed  in  behalf 
of  the  southern  hardwood  men  that,  since  1916,  the  increase  in 
freight  rates  on  hardwood  lumber  amounts  to  $10  per  thousand 
feet,  the  average  weight  of  one  thousand  feet  of  hardwood  being 
about  five  thousand  pounds,  or  considerably  gi-eater  than  the 
weight  of  yellow  pine. 

It  is  claimed  that  the  lowest  grade  of  southern  hardwood 
is  bringing  only  $5  per  thousand  feet  at  the  mills,  while  the  same 
grade  of  lumber  from  the  local  northern  mills  is  bringing  $10 
and  $11.  Owing  to  the  high  freight  rate,  it  is  claimed,  thfi 
southern  product  cannot  get  into  the  customary  markets. 

Labor  in  the  southern  mills  has  accepted  heavy  reductions 
in  rates,  the  negro  labor  being  content  to  work  for  $1.50  a  day 
and  seeming  to  appreciate  that  the  millowners  are,  relatively 
speaking,  as  hard  hit  financially,  as  it  has  J>een.  White  labor, 
however,  is  not  convinced  that  the  boss  is  "up  against  it"  as 
hard  as  labor.  However,  its  unwillingness  to  believe  that  the 
millowners  are  also  hard  up  is  not  a  deterrent  factor. 

To  show  the  financial  side  of  the  situation,  Mr.  Townshend 
is  prepared  to  show  that  the  Gayoso  Lumber  Company  of  Mem- 
phis, in  an  effort  to  get  something  moving,  has  offered  to  give 
the  Illinois  Central  and  the  Yazoo  &  Mississippi  Valley  hard- 
wood logs  scattered  along  their  rights-of-way  from  which  1,000,- 
000  feet  of  car  lumber  or  timbers  can  be  cut,  so  as  to  get  it  out 
of  the  way.  The  company  claims  that  it  cannot  afford  to  cut 
up  the  logs,  but  thinks  that,  because  they  can  haul  it  as  company 
material,  the  railroad  companies  can  afford  to  haul  it  to  some 
mill  or  mills  and  have  the  logs  cut  inter  car  timbers  or  some- 
thing of  that  kind.  It  is  claimed  that  the  Gayoso  company  paid 
$20  per  thousand  for  those  logs,  but  that  it  cannot  stand  the 
cost  of  getting  it  to  a  mill  and  cutting  it  up,  at  prevailing  prices 
for  hardwood.  One  of  the  large  items  in  getting  the  logs  to 
the  mill  would  be  the  $100  a  day  the  company  would  have  to  pay 
for  a  locomotive  and  equipment  necessary  to  operate  log-load- 
ers. The  $100  covers  the  cost  of  the  train  crew  for  eight  hours 
No  real  work  can  be  done  with  that  train  in  eight  hours  because 
so  much  time  is  used  in  getting  to  and  from  the  terminal.  For 
each  hour  more  than  eight  the  cost  is  $17.50. 

Opposition  to  the  scheme  is  expected  from  northern  hard- 
wood mills.  They  are  nearly  all  so  busy  that  they  are  extend- 
ing their  operations,  because  they  have  a  market  for  their  low- 
grade  stuff,  which  the  southern  men  claim  would  bring  them 
only  $5  per  thousand.  The  latter  admit  that  when  they  can 
operate  their  mills  they  have  some  stuff  that  is  worth 
as  much  as  $150  per  thousand.  The  high-grade  stuff,  however, 
hey  claim  constitutes  only  two  per  cent  of  their  cut  and  that 
the  mills  cannot  live  on  that  two  per  cent,  because  the  cost  of 
cutting  the  low-grade  stuff  is  greater  than  the  market  price. 

No  opposition   is   expected   from   the   southern   yellow  pine 
people,   because  it   is   asserted   that,   except    in    the    matter  of 
.poring,    there   is   practically   no   competition   between   the   two 
;mds  of  wood.     That  competition  is  only  between  the  cheaper 
?rades   of  hardwood   flooring   and   the   better  grades   of  yellow 
The  Pacific  northwest,  for  the  benefit  of  which  the  trans- 
continental lines  recently  made  a  reduction  of  seven  cents,  has 
hardwood  lumber,  so  that  its  only  interest  would  be  in  the 
competition   on    flooring   and    that,   as   before    indicated,   is   not 
considered  a  controlling  factor. 
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U.  S.  SUPREME  COURT  DECISIONS 


PAYMENT    OF    REPARATION 

In  an  opinion  by  Associate  Justice  Clarke,  the  U.  S.  Supreme 
Court,  May  16,  atlinned  the  U.  S.  Circuit  Court  of  Appeals  of 
i he  Fifth  Circuit  in  sustaining  a  decision  of  a  lower  court  di- 
recting payment  of  reparation  ordered  by  the  Interstate  Com- 
merce Commission.  The  case  was  No.  270,  the  Vlcksburg, 
Shreveport  &  Pacific  Railway  Co.  et  al.  vs.  Anderson-Tully  Co. 
The  action  was  instittued  by  the  Anderson-Tully  Company 
(a  Michigan  corporation),  under  section  16  of  the  interstate 
commerce  act,  as  amended  June  18,  1910,  based  on  an  order 
of  the  Commission  for  payment  of  reparation  for  the  exaction 
of  unreasonable  rates  for  the  transportation  of  box  shooks,  in 
carload  lots,  from  Vicksburg,  Miss.,  to  Port  Arthur,  Tex.,  which 
t  lie  carriers  refused  to  pay.  The  shipments  moved  prior  to 
federal  control. 

The  court  said  it  was  necessary  to  consider  only  the  liability 
of  the  Vicksburg,  Shreveport  &  Pacific,  referred  to  as  the  Vicks- 
burg company.  The  petition  seeking  payment  of  the  reparation 
was  filed  in  the  U.  S.  District  Court  for  the  Western  Division 
of  the  Southern  District  of  Mississippi.  It  was  alleged  that  the 
Vicksburg  was  operating  part  of  its  road  in  that  district  for  the 
purpose  of  showing  venue.  The  Vicksburg  company  denied  it 
operated  a  railroad  in  that  district.  It  owned  a  road  extending 
through  Louisiana  to  Delta  Point  on  the  west  bank  of  the  Mis- 
sissippi River  and  its  cars  were  ferried  across  the  river  and 
handled  by  the  Alabama  &  Vicksburg. 

The  court  said  that  under  the  arrangement  between  the  two 
roads  there  existed  what  amounted  to  a  lease  of  the  Alabama 
road's  tracks  by  the  Vicksburg  and  approved  the  conclusion  of 
the  lower  courts  that  the  tracks  of  the  Alabama  east  of  the 
river  in  the  district  where  the  suit  was  brought  constituted  those 
of  the  Vicksburg  within  the  meaning  of  the  act. 

The  Vicksburg  also  contended  that  the  person  on  whom 
summons  was  served — King,  freight  agent  of  the  Vicksburg — was 
not  the  agent  of  the  company,  because  the  property  was  under 
federal  control.  However,  no  evidence  was  offered  in  support 
of  that  contention,  which  was  made  in  a  plea  in  abatement. 
The  court  said  the  agent  may  not  have  been  the  agent  of  the 
company  or  that  he  may  have  been  the  agent  of  both  the  com- 
pany and  the  Director-General.  The  unreasonable  rates,  the 
court  pointed  out,  were  exacted  before  federal  control,  and  It 
held  that  under  section  10  of  the  federal  control  act  providing 
that  "actions  at  law  or  suits  in  equity  may  be  brought  by  and 
against  such  carriers  and  judgments  rendered  as  now  provided 
by  law;  and  in  any  action  at  law  or  suit  in  equity  against  the 
carrier,  no  defense  shall  be  made  thereto  upon  the  ground  that 
the  carrier  is  an  instrumentality  or  agency  of  the  federal  gov- 
ernment," the  carrier's  contention  as  to  the  summons  must  fall. 

It  was  further  claimed  by  the  carrier  that  the  act  of  Con- 
gress abolishing  the  Commerce  Court  repealed  by  implication 
the  provision  of  section  16  permitting  the  filing  of  reparation 
suits  in  the  district  through  which  the  road  of  the  carrier  runs. 

"The  argument,"  said  Justice  Clarke,  "is  that  the  act  of 
Congress  abolishing  the  Commerce  Court,  in  restoring  to  the 
district  courts  the  jurisdiction  which  had  been  vested  exclu- 
sively in  that  court  provided  that  'the  venue  of  any  suit  here- 
after brought  to  enforce,  suspend  or  set  aside  *  any  or- 
der of  the  Interstate  Commerce  Commission  shall  be  in  the 
judicial  district  wherein  is  the  residence  of  the  party  or  of  any 
of  the  parties  upon  whose  petition  the  order  was  made.'  " 

The  court  said  it  was  contended  that  this  provision  for  venue 
was  so  inconsistent  with  that  of  section  16,  allowing  suit  to  be 
commenced,  on  an  order  for  payment  of  money,  in  any  district 
through  which  the  road  of  the  carrier  runs,  that  the  latter  must 
be  regarded  as  repealed  by  implication. 

"This  contention  is  much  too  artificial  and  unsubstantial 
for  us  to  consider  it  in  much  detail,"  said  Justice  Clarke.  "It  is 
enough  to  say  that  the  two  principal  amendments  to  the  inter- 
state commerce  act  of  1887  show  that  it  has  been  the  plainly 
expressed  policy  of  Congress  to  make  the  prosecution  of  suits 
upon  reparation  orders  for  the  payment  of  money  progressively 
easier  and  less  expensive  for  the  shipper  by  enlarging  the  venue 
provisions  of  them,  doubtless  because  many  such  claims  are  so 
small  that  if  suit  could  be  maintained  by  the  owners  only  in 
distant  jurisdictions  a  large  part  of  them  would  be  abandoned. 
The  contention  that  Congress  intended  by  implication  to  repeal 
and  cut  down  to  such  narrow  limits  the  venue  which  has  grad- 
ually been  so  liberally  extended  cannot  be  entertained.  The 
terms  of  the  repealing  act  do  not  justify  it  and  we  cannot  doubt 
that  if  such  purpose  had  been  intended  it  would  not  have  been 
left  to  inference  and  implication,  but  would  have  been  clearly 
expresed." 

The  court  also  dismissed  another  contention  of  the  carrier 
that  it  was  not  competent  for  the  Commission  to  enter  the  order 


of  reparation.  tiecaiiMt-  ihc  c.uii.i  had  filed  un  application  for 
fourth  HiTiinn  reliei  which  had  not  hem  <||H|>OH<-I|  of  wh.-n  the 
order  was  made.  The  court  said  It  was  sufficient  to  say  that 
after  the  order  had  been  Issued  the  carrier  filed  an  amended 
tariff  correcting  the  unreasonable  rate  complained  of. 

PAYMENT  OF  UNDERCHARGES 

Holding  that  the  transaction  between  the  consignee  and  the 
railroad  amounted  to  an  assumption  by  the  former  to  pay  the 
only  lawful  rate-  he  had  the  right  to  pay  or  the  carrier  the  right 
to  charge,  the  United  States  Supreme  Court.  May  16,  din  posed 
of  two  cases  growing  out  of  the  refusal  of  York  It  Whitney, 
commlslon  merchants,  to  pay  undercharges  demanded  by  the 
New  York  Central  &  Hudson  River  Railroad  Company  on  nine 
carloads  of  melons,  vegetables  and  fruits  consigned  to  York  & 
Whitney  at  Boston  In  1911  and  1912.  In  one  of  the  cases  (No. 
280,  N.  Y.  C.  &  H.  R.  vs.  York  &  Whitney)  the  lower  court  had 
held  in  favor  of  the  commission  firm,  and  the  Supreme  Court 
reversed  that  finding.  In  the  other  case  (No.  281,  York  &  Whit- 
ney vs.  N.  Y.  C.  &  H.  R.)  the  lower  court  had  held  in  favor  of 
the  railroad  company,  and  that  decision  was  affirmed. 

The  shipments  moved  under  straight  bills  of  lading,  but 
none  of  these  came  into  possession  of  the  consignee,  the  court 
said,  and  it  had  no  knowledge  of  their  issuance  or  their  terms. 
When  York  &  Whitney  accepted  the  cars  they  paid  all  the 
charges  claimed.  Later  the  carrier  found  it  had  collected  less 
than  the  lawful  rate  and  demanded  the  undercharges.  York  & 
Whitney  refused  to  pay  on  the  ground  that  it  had  accepted  the 
cars  and  had  not  agreed  to  pay  any  more. 

The  Supreme  Court  of  Massachusetts  approved  a  judgment 
favorable  to  York  &  Whitney  as  to  the  charges  on  one  carload 
(No.  280)  and  in  behalf  of  the  railroad  company  for  those 
claimed  on  account  of  eight  carloads  (No.  281). 

"We  think  that  the  doctrine  announced  in  Pittsburgh,  Cin- 
cinnati, Chicago  &  St.  Louis  Ry.  vs.  Fink,  250  U.  S  577  (Nov. 
10,  1919)  is  controlling  and  that  the  liability  of  York  &  Whitney 
was  a  question  of  law,"  the  court  said.  "The  transaction  between 
the  parties  amounted  to  an  assumption  by  the  consignee  to  pay 
the  only  lawful  rate  it  had  the  right  to  pay  or  the  carrier  the 
right  to  charge.  The  consignee  could  not  escape  the  liability 
imposed  by  law  through  any  contract  with  the  carrier.  The 
judgment  of  the  court  below  in  No.  280  must  be  reversed  and 
the  cause  remanded  for  further  proceedings  not  inconsistent 
with  this  opinion.  The  judgment  in  No.  281  is  affirmed." 

BRIBERY  OF  FEDERAL  OFFICIALS 

A  baggage  porter  employed  by  the  Railroad  Administration 
at  the  Pennsylvania  terminal  in  New  York  during  federal. con- 
trol did  not  occupy  a  position  in  the  government  service  which 
brought  him  within  the  provisions  of  the  federal  statute  against 
the  bribery  of  federal  officials,  the  U.  S.  Supreme  Court  held, 
May  16,  in  reversing  the  U.  S.  Circuit  Court  of  Appeals  for  the 
Second  District,  in  No.  260,  Harry  Krichman  vs.  United  States 
of  America.  Krichman  was  convicted  on  the  charge  of  offering 
to  bribe  the  porter  to  do  an  act  in  violation  of  his  duty  and  con- 
trary to  section  39  of  the  criminal  code  of  the  U.  S.  The  porter 
obtained  a  trunk  filled  with  valuable  furs  for  Krichman,  who 
gave  him  some  money  therefor. 

"In  order  to  sustain  the  conviction,"  said  the  court,  "the 
bribe  must  have  been  given  to  an  officer  of  the  United  States  or 
to  a  person  acting  for  or  on  behalf  of  the  United  States  In  an 
official  function  under  or  by  authority  of  a  department  or  office 
of  the  government.  The  point  to  be  decided  depends  upon 
whether  when  the  bribe  was  offered  to  the  porter  he  was  acting 
for  the  United  States  in  an  official  function." 

The  court,  after  pointing  out  that  the  government  had  taken 
over  the  railroads,  said:  "We  cannot  believe  that  this  action 
brought  every  service,  however  remote  from  the  exertion  of  offi- 
cial authority,  into  the  exercise  of  an  official  function  within  the 
meaning  of  the  statute.  We  are  constrained  to  the  conclusion 
that  the  construction  given  in  the  courts  below  and  insisted 
upon  by  the  government  practically  recasts  the  statute  from  one 
embracing  officials  and  those  discharging  official  functions,  into 
one  including  every  person  discharging  any  sort  of  duty  while 
the  government  is  in  control  of  work." 

The  court  said  the  government  admitted  the  statute  was 
"ambiguous,"  but  that  it  (the  court)  was  unable  to  remedy  the 
uncertainties  of  the  statute  "by  attributing  to  Congress  an  In- 
tention to  include  a  baggage  porter  with  those  who  discharge 
official  duties  in  the  operation  of  a  railroad  controlled  by  an 
officer  of  the  government." 


SOUTHERN  PACIFIC  GUARANTY  OF  BONDS 
The  Southern  Pacific  Company  has  applied  to  the  Commis- 
sion, under  section  20-a,  for  permission  to  guarantee  the  prin- 
cipal and  interest  of  the  first  mortgage  5  per  cent  bonds  of 
the  Houston  East  &  West  Texas  Railway  Company.  In  1900 
the  Southern  Pacific  agreed  to  guarantee  the  principal  and 
interest  of  an  issue  of  $3,000,000  worth  of  the  first  mortgage 
5  per  cent  bonds  if  and  when  presented  for  such  guaranty. 
To  date,  the  Southern  Pacific  has  guaranteed  $2,636,000  worth 
of  the  total  issue.  It  now  desires  authority  to  make  good  on 
the  rest  of  its  promise. 
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Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digest!  taken  from  Reporters  and  Digests  of  National  Reporter 

ystem  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  We»t  Publishing  Co.) 


REGULATION   OF   COMMERCE   CARRIERS 
State   Railroad  Commission   Without  Jurisdiction   as  to   Physical 

Connections  Between   Rail  and   Water  Carriers: 

(Supreme  Court  of  Florida.)  Entire  and  exclusive  jurisdic- 
tion over  the  matter  of  requiring  physical  connection  between 
rail  and  water  carriers  has  been  given  by  Congress  to  the  Inter- 
state Commerce  Commission,  and  there  is  no  field  for  the  op- 
eration of  state  laws,  or  control  by  the  state  railroad  commis- 
sion over  the  same  subject  matter.— State  ex  rel.  Railroad 
Com'rs  vs.  Atlantic  Coast  Line  R.  Co.  et  al.,  87  Sou.  Rept.  773. 

Until  Congress  gave  to  the  Interstate  Commerce  Commis- 
sion entire  and  exclusive  jurisdiction  over  the  matter  of  physical 
connection  between  rail  and  water  carrier,  the  state  had  full 
power  and  jurisdiction  over  the  subject;  but  when  Congress 
exercised  the  power,  and  lodged  the  entire  and  exclusive  juris- 
diction over  it  in  the  Interstate  Commerce  Commission,  the 
right  of  the  state  over  the  same  subject  matter  was  extinguished. 
—Ibid. 

A  concurrent  power  of  the  federal  and  state  governments 
may  be  exercised  by  the  states  until  the  same  field  is  covered 
by  Congress,  and  when  that  is  done  state  legislation  on  the 
subject  becomes  inoperative  and  ineffective. — Ibid. 

The  test  is  not  whether  the  state  legislation  is  in  conflict 
with  the  details  of  the  federal  law  or  supplements  it,  but 
whether  the  state  has  any  jurisdiction  of  a  subject  over  which 
Congress  has  exerted  its  exclusive  control. — Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and   Digests  of  National  Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Liability  of  Ocean   Carrier  for   Failure  to   Deliver: 

(Supreme  Court  of  Washington.)  Conceding  that  the  ship- 
per had  the  burden  to  show,  apart  from  the  presumption  usually 
accorded  the  bill  of  lading,  that  the  number  of  cases  of  salmon 
delivered  for  carriage  was  actually  so  delivered,  evidence  held 
to  show  that  the  shipper  had  met  that  burden. — Sunny  Point 
Packing  Co.  vs.  Alaska  Steamship  Co.,  196  Pac.  Rept.  642. 

An  ocean  carrier  was  at  common  law  an  insurer,  save  as 
against  the  act  of  God  or  a  public  enemy;  while  by  the  Harter 
act  its  liability  has  been  somewhat  more  limited,  still  the  car- 
rier was  not  excused  for  failure  to  deliver  either  by  loss  during 
the  voyage  from  rough  seas  or  by  loss  from  mixing  with  goods 
of  others  in  placing  on  dock  at  destination. — Ibid. 


FREIGHTS  AND  CHARTERS 

(Issued  by  V.  S.  Shipping  Board.) 
May  12 

According  to  reports  of  the  Department  of  Commerce,  the 
foreign  trade  of  this  country  in  April  was  marked  by  increased 
imports  and  decreased  exports  as  compared  with  the  volume  of 
trade  in  preceding  months. 

The  charter  market  is  confined  principally  to  the  coal  trade 
with  a  fair  demand  for  spot  tonnage.  Some  recent  fixtures  have 
been  about  $6  to  $6.15  to  the  River  Plate,  and  from  $6.25  to 
$6.50  to  Rio,  Para  and  Pernambuco.  Grain  continues  to  move 
out  of  Northern  Pacific  ports  in  good  volume. 

Following  are  the  prevailing  general  cargo  rates  to  the 
principal  ports  in  foreign  countries: 

Per  ton. 

Rotterdam     J16.00 

Hamburg    18.00 

Genoa    22.00 

Havana    18.00 

Sydney    25.00 

Rio  de  Janeiro  22  50 

Alexandria    22.00 

Algiers     25.00 


Per  ton. 

United  Kingdom    $16.80 

French.    Atlantic    10.00 

Marseilles     22.00 

Capetown    27.00 

La   Plata    22.50 

Orient    23.00 

Buenos    Aires    19.00 

Constantinople     16.00 


Below  are  current  ocean  rates  on  commodities  to  the  most 

important  European  ports.     Rates  quoted  except  for  grain  per 
100  pounds: 

Heavy 

To—  craln.  Provisions. 

Ixmdon     7»  75c 

jlverpool     7»  75c 

Bristol    7«  75c  32%e 

Hull    .     7» 


Cotton. 
H.  D. 


s 


Glasgow 

Manchester     .................      <» 

Bordeaux    ...................   ZOc 

Amsterdam     .................   «i  i? 

Rotterdam     ..................   *i™c 

Copenhagen     .................   £>« 

Piraeus     .....................  |7%c 

Hamburg     ...................  24c 

Charters 


75c 
75c 
40c 
50c 
50c 
50c 
80c 
55c 


32  %e 
75c 
75c 
75c 


1.00 
50c 


33V4C 
331/ijc 
26yac 
261/zC 
26 1/2  c 
35c 
32  y2  c 
29c 


Str.    Belgravia,    8.000    tons,    10   per   cent,    Bahia   Blanca   to   United 


Lsa£lasatat3h°atos,; 
JUn 


tons 


quarters   of  grain,   Gulf  to   West  Italy,    8s; 

nStrs.  Oriente  Mendi    (Span.),   2,435  tons,   and  Urkiola  Mendi,   2,280 
s?  and  Snehatten  (Nor.),  1,549  tons,  Atlantic  range  to  United  Kmg- 


' 




Newcastle     7s 


7Bc 

75C 


;  (BO',    2,521   tons,   Atlantic   range   to  River   Plate,    coal, 
ya  (Br.),  2,246  tons,  Atlantic  range  to  Rio  Janeiro,    -nal. 

'7S>StrayMoordyk  (Du,),  Atlantic  range  to  Santos    coal,  $6.25;  May. 

Str.  Imperia,  4,000  tons,  northern  range  to  Oran  or  Algiers,  $6; 
prompt.  Car(J.ff  Ha]1  6  OOQ  tons_  10  per  centj  gan  Lorenzo  to  United 
Kingdom-Continent,  45s;  May  25-June  25. 

Str  Bastgate,  6,400  tons,  10  per  cent,  Bahia  Blanca  to  United 
Kingdo'm-Continent,  43s  9d,  option  down  river  41s  ,3d;  June  5-  July  5 

Str.  Kepwick  Hall,  7,000  tons,  10  per  cent,  Bahia  Blanca  to  United 
Kingdom-Continent,  42s  6d;  May. 

May  13 

Tonnage  available  for  grain  and  coal  is  in  fair  demand,  and 
prompt  boats  can  find  steady  employment  at  better  rates  than 
prevailed  a  week  ago.  While  there  continues  to  be  a  steady 
request  for  American  fuel,  it  cannot  be  -relied  upon  as  a  sure 
source  of  employment,  as  interest  varies  from  day  to  day,  accord- 
ing to  the  outlook  on  the  other  side. 

Chartering  for  grain  has  assumed  a  promising  activity. 
Rates  continue  to  rise,  and  45s  has  been  paid  for  a  steamer  to 
load  heavy  grain  at  an  upper  port  during  June  for  the  United 
Kingdom  or  Continent.  Comparing  this  rate  with  that  of  30s  to 
32s  6d  of  three  months  ago,  it  will  be  noted  that  there  has  been 
a  substantial  recovery  in  the  market. 

American  vessels  have  an  advantage  over  those  of  other  flags 
in  being  able  to  secure  coal  freights  to  the  Plate,  where  they  can 
obtain  grain  cargo  to  the  United  Kingdom,  returning  in  ballast 
if  necessary. 

Montreal  is  paying  6s  3d  to  6s  6d  on  grain  to  the  United 
Kingdom  and  Northern  Range  6s  3d,  with  8s  to  West  Italy. 

General  cargo  is  not  showing  much  activity  outside  of  that 
being  carried  by  foreign  steamship  companies.  Rates  remain  at 
about  $16  a  ton  to  the  United  Kingdom  or  Continent,  $10  to 
French  Atlantic  and  $22  to  Marseilles. 

The  time  charter  market  is  still  quiet,  $5  being  the  prevailing 
rate  for  ordinary  sized  ships  in  transatlantic  trade. 

Charters 

Str.  Winterton,  50,000  quarters,  10  per  cent,  Montreal  to  United 
Kingdom,  6s  4%d;  May. 

Steamer,  28,000  quarters,  10  per  cent,  6s  4y2d;  May. 

Steamer  Royal  Transport,  30,000  quarters,  10  per  cent,  Montreal  to 
picked  ports  United  Kingdom,  6s  4%d  one  port,  6s  7%d  two  ports; 
May. 

Steamer  Clan  MacKinnon,  5,800  tons,  northern  range  to  Las  Pal- 
mas,  30s;  prompt. 

Steamer  Maru,  8,000  tons,  northern  range  to  Rio,  $5.75;  May. 

Steamer  Jean  Stern  (Fr.),  Philadelphia  to  Mediterranean  ports, 
merchandise,  Three  Star  Line;  May. 

Str.  Dionysseos  Strathatos  (Gr.),  a  gulf  port  to  West  Italy,  36,000 
quarters  grain,  8s;  July  25. 

Str.  Assimina  M.  Embiricos  (Gr.),  3,200  tons,  Atlantic  range  to 
United  Kingdom,  coal,  33s;  prompt. 

Str.  Pensilva  (Br.),  2,714  tons,  Atlantic  range  to  Las  Palms*, 
coal,  -31s  3d;  prompt. 

Str.  Bussam  (Du.),  2,289  tons,  Atlantic  range  to  St.  Vincent, 
C.  V.  I.,  coal,  31s  3d;  prompt. 

Str.  Artemgia  (Nor.),  5,227  tons,  Atlantic  range  to  Copenhagen, 
C'oal,  private  terms. 

Str.  Andalusia,  3,918  tons.  New  York  to  United  Kingdom,  sugar, 
35s;  prompt. 

Cardiff  to  Port  Said,  boat,  part  cargo,  3.000  tons,  17s  6d;  end  April. 

Str.  Eastgate,  Atlantic  states,  coal  port  to  Plate,  31s  3d;  May 
(correction). 

Str.  Georgic,  Montreal  to  Rotterdam,  25c  per  100  Ibs:  May  16-31. 

Str.  Aylestone,  Montreal  to  United  Kingdom,  6s  6d,  option  part 
oats  5s  9d;  May  1-15. 

Str.  Swainby,  gulf  to  United  Kingdom,  7s  4%d,  basis  one  port; 
May  5-25. 

Str.  North  Britain,  Bahia  Blanco  to  United  Kingdom-Continent, 
41s  3d;  May. 

May  14 

It  is  thought  that  if  it  were  not  for  the  marine  strike  con- 
siderable merchandise  would  be  moving  through  American  ports, 
as  forwarders  report  continued  inquiries,  and,  knowing  their 
source,  they  have  reason  to  believe  that  following  a  settlement  of 
the  strike,  there  would  be  unusual  activity  for  a  time  at  least. 

Grain  charters  have  been  good  and  prompt  steamers  are  in 
request  for  loading  at  Montreal,  North  Atlantic  and  Gulf  ports  for 
European  destinations.  The  West  Coast  reports  heavy  shipments 
to  the  United  Kingdom  and  Mediterranean  ports. 

At  a  meeting  of  the  North  Atlantic-Pacific  Eastbound  Confer- 
ence, a  uniform  rate  of  55c  per  100  Ibs.  was  agreed  upon  for 
dried  and  evaporated  fruits.  This  action  followed  a  slash  made 
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in  rates  three  weeks  ago  by  Ihr  Isthmian  Line,  when  the  dried 
fruit  rate  of  90c  was  cut  to  5Bo. 

According  to  a  cablegram  from  the  Consul  at  Vera  Cruz, 
there  is  a  great  congestion  at  that  port.  The  estimated  amount 
of  freight  on  hand  on  April  30  was  21,000  tons.  During  the  week 
ending  on  that  date  8,400  tons  were  received  by  sea,  while  only 
3,900  tons  were  removed  by  rail. 

Charters 

Str.  Pikepool  (Br.),  Montreal  to  one  or  two  ports  in  United  Klng- 
dom,  25,000  quarters  grain,  6s  4'^d  and  6s  7Vid;  option  barley,  6d  less; 

if  ii.-lts,    Sid    Irss;    Mav 

Str.  Dundrennan  (lir.),  273  tons,  six  or  eight  months,  trans- 
Atlantic,  6s  yd;  prompt. 

Str.  tlrd  (Nor.),  1,919  tons,  one  round  trp  In  trans-Atlantic  trade, 
$1.70.  deliver}  I'niird  States:  prompt. 

Str.  Dunclutha  (Hr.),  2.552  tons,  eleven  to  thirteen  months,  time 
charter.  6s.  delivery  United  States;  prompt. 

Str.  Olydi-  Mam  (Jap.),  3,400  tons,  Atlantic  range  to  Port  Said, 
coal.  37s  6d;  prompt. 

Str.  Onda,  4,500  tons,  10  per  cent.  San  Lorenzo  to  United  Kingdom 
and  Continent.  41s  3d,  heavy  grain;  July  20,  canceling. 

Str.  Atalain.  5,000  tons.  10  per  cent,  San  Lorenzo  to  United  King- 
dom and  Continent,  43s  9d,  option  Mediterranean  3s  extra,  heavy 
grain:  June  5-July  5. 

Str.  Skogland,  5,000  tons,  10  per  cent,  San  Lorenzo  to  United 
Kingdom,  Gibraltar,  Hamburg  range,  43s  9d,  heavy  grain;  May  25- 
June. 

Str.  Penmorvak.  6.000  tons,  San  Lorenzo  to  United  Kingdom  and 
Continent,  43s  !>d,  heavy  grain;  May  5. 

Str.  Seapool,  30.000  quarters,  Montreal  to  United  Kingdom,  6s  l^d, 
heavy  grain;  May-June. 

Str.  Wye  Valley,  2.110  tons,  n.  r.,  Calcutta  to  Bombay  and  Kara- 
chi, 15  rs.,  coal;  prompt. 

Str.  Cypria,  1,881  tons,  n.  r.,  Danube  to  Havre-Hamburg,  23s:  May. 

Str.  At  ilais.  1.500  tons,  max.,  Torrevieja  and  Cadiz  to  Monte- 
\idc-ii  and  llui'tios  Aires.  25s,  salt;  May. 

Str.  Kelbergen,  2,961  tons,  n.  r.,  Atlantic  ports  to  West  Italy,  $6, 
coal;  May . 

May  16 

Grain  and  coal  tonnage  is  still  in  request  at  recently  quoted 
rates,  those  for  June  and  July  being  very  firm. 

There  is  no  scarcity  of  bunker  coal  on  this  side,  and  if  it 
were  not  for  the  marine  strike,  there  would  be  an  abundance 
of  tonnage,  but  under  the  circumstances,  American  bottoms  are 
unable  to  take  part  in  the  coal  export  trade. 

The  foundation  for  a  substantial  movement  of  perishable 
products  from  Washington  and  California  to  Atlantic  coast  mar- 
kets is  being  laid.  Snippers  of  perishable  freight  at  Atlantic 
coast  ports  have  instituted  inquiries  regarding  cold-storage  fa- 
cilities at  North  Atlantic  ports;  also  the  warehouse  and  dockage 
accommodations. 

At  Sydney.'N.  S.  W.,  more  berth  tonnage  is  available  than 
cargo  offering,  outside  of  wheat,  and  it  is  with  this  that  the 
commodity  steamers  are  competing.  For  coal  charters,  liberal 
tonnage,  chiefly  Japanese,  is  still  offering,  with  a  consequent 
decline  in  rates.  The  whole  of  Australian  export  business  Is 
stagnant  and,  unfortunately,  there  is  no  prospect  of  improve- 
ment in  the  near  future. 

Charters 

Str.  Florida  (Span.).  1,273  tons,  north  side  of  Cuba  to  North  Hat- 
ttras.  sugar,  private  terms;  May. 

Str.  Veerhaven  (Du.).  1,873  tons.  Virginia  to  United  Kingdom. 
French  Atlantic  ports  or  Rotterdam,  coal,  private  terms;  prompt. 

Str.  Eastern  Trader,  5,100  tons,  Charleston,  S.  C.,  to  West  Italy, 
coal,  private  terms:  prompt. 

Str.  Gen.  Currie  (Br.),  1.519  tons,  north  side  of  Cuba  to  North 
Hatteras,  sugar,  private  terms:  May. 

Str.  Avonmede.  6,000  tons,  10  per  cent,  Concepcion  to  United  King- 
dom-Continent. 47s  6d.  heavy  grain,  linseed,  3s  9d  extra;  prompt. 

Str.  Storviken.  6.200  tons,  10  per  cent,  San  Lorenzo  to  United 
Kingdom,  47s  6d,  heavy  grain:  May. 

Steamers  (two),  5,000  tons  each.  North  Atlantic  to  River  Plate. 
$5.75.  coal. 

Hesperian  (s.  v),  1,225  tons,  n.  r..  Columbia  River  to  South 
Africa,  lumber,  $30. 

Str.  Ryde,  5.300  tons.  San  Lorenzo  to  United  Kingdom.  Bordeaux, 
Hamburg.  45s.  option  Gibraltar,  Hamburg,  2s  6d  extra,  heavy  grain: 
June  10-July  10. 

Str.  Stephanie,  3,500  tons.  San  Lorenzo  to  United  Kingdom.  Con- 
tinent. 42s  6d,  heavy"  grain,  August  15,  canceling. 

Str.  Royal,  net  registry  2,497  tens.  Northern  Range  to  River 
Plate.  $6,  coal:  May. 

Str  H.  H.  Asquith,  33.000  quarters,  gulf  to  west  coast  United 
King-dom  7s  6d,  east  coast  7s  7%d.  heavy  grain:  May. 

Str.  Modig.  32.000  quarters,  Montreal  to  one  port  United  Kingdom, 
6s  4V4d,  two  ports  6s  71/fcd,  heavy  grain;  May. 

May  17 

There  has  been  some  slackening  in  the  demand  in  the  ex- 
port coal  trade,  and,  while  there  were  a  few  firm  orders  devel- 
oping, the  market  as  a  whole  has  felt  a  lack  of  interest  which 
was  not  in  evidence  last  week.  However,  if  no  settlement  of 
the  English  labor  trouble  is  effected  in  the  near  future,  it  is 
felt  that  there  will  be  a  revival  in  the  numbers  of  orders  at  an 
early  date. 

A  few  more  inquiries  were  noted  for  cargoes  to  Scandi- 
navia, Hamburg,  Rotterdam,  and  France  reported  one  or  two 
fixtures.  The  demand  for  United  Kingdom  became  less,  but 
Mediterranean  ports  are  active.  Vessels  to  the  Plate  have  been 
offering  freely,  owing  to  the  attractiveness  in  the  grain  cargoes 
from  South  America  to  Europe. 

The  withdrawal  from  the  westbound  conference  of  several 
of  the  concerns  affiliated  with  It  would  seem  to  indicate  an 


i  in  IK  iniiiiK  possibility  of  a  cut  In  trans-  Pacific  rate*. 

I .  .lint  reportB  show  that  Japanese  carriers  are  offering  to 
transport  wheat  from  the  Columbia  Hiver  or  Puxet  Sound  to 
Japan  at  $6  a  ton,  In  the  face  of  a  conference  rate  of  17,  which 
was-  recently  reduced  fiom  $9,  to  meet  a  former  cut  by  the 
Japanese. 

The  declared   exports  from   British   Guiana  to   the   L'I 
States  during  1920  amounted  to  $4,223,110,  or  nearly  five  time* 
those  of  1919.    The  increase  was  chiefly  In  sugar,  the  value  for 
1920  being  $3,615,050,  as  compared  with  $227,287  during  1919. 

Charters 

Str.  Khartum  (Br.).  2,221  tons,  Virginia  to  Las  Palmai,  coal, 
private  terms;  prompt. 

Str.   Tre—  (Br.),  6.000  tons  dwt..  Virginia  to  Buenos  Aires  or  La 
',  coal,  29s;  prompt. 

Str.  Hrocktown  (Br.).  4,704  tons,  Atlantic  range  to  Gibraltar  for 
orders,  coal,  $5. 7.x 

Str.  Hngno  (Du.).  2,132  tons,  Atlantic  range  to  Plate,  coal,  basin 
$5.25  to  lower  ports;  May-June. 

Str.  Chile  Marti  (Jap.).  4,256  tons,  Baltimore  to  West  Italy,  coal, 
private  terms;  prompt. 

Str.  Avonmede  (Br.).  6.900  tons,  10  per  cent.  Concept-ion  to  United 
Kingdom  or  Continent,  heavy  grain,  47s  6d;  seeds,  3s  9d  extra;  spot. 

Str.  Storviken  (Nor.),  6,200  tons.  10  per  cent,  Rosarlo  to  United 
Kingdom  or  Continent,  47s  fid:  May  15,  canceling. 

Str.  Kelbergen  (Br.).  1,700  tons.  10  per  cent,  San  Lorenzo  to 
United  Kingdom  or  Continent,  46s  3d;  June  25.  canceling. 

Str.  Kronstad  (Nor.),  4,000  tons.  New  York  to  Glasgow.  Bristol. 
Channel  or  Newcastle,  $7  per  ton,  sugar;  prompt. 

Str.  King  Edward  (Br.).  2.832  tons.  n.  r.  northern  states  port  to 
Buenos  Aires  or  La  Plata,  29s  on  Welsh  charter;  May. 

Str.  Katnerine  Park  (Br.),  2,996  tons,  n.  r.,  northern  states  to  Rio. 
$5.75;  May. 

May  18 

The  charter  market  yesterday  plainly  reflected  a  holiday  in 
Europe.  Not  only  were  the  fixtures  held  up,  but  very  few  in- 
quiries were  received  from  either  United  Kingdom  or  continental 
ports. 

Rumors  are  heard  of  further  coal  contracts,  and  the  belief 
prevails'  that  this  week  will  show  a  considerable  improvement 
over  the  previous  one  in  the  oversea  shipments  of  American 
fuel. 

Grain  shipments  hold  up  well,  and  considerable  tonnage  is 
being  employed  in  the  transportation  of  grain  from  the  North 
Atlantic  range,  Gulf  and  Pacific  northwest  to  the  United  King- 
dom and  Continent.  Most  of  this  business  is  being  handled  by 
foreign  tonnage,  that  is,  as  far  as  they  are  able  to  secure  bunker. 

On  the  other  side,  the  attitude  of  the  transport  workers  in 
refusing  to  handle  imported  coal,  and  the  talk  of  seamen  pos- 
sibly refusing  to  work  ships  carrying  coal  over,  both  help  to 
complicate  matters.  Shippers,  therefore,  are  not  anxious  to 
commit  themselves,  and  shipowners  believe  that  nothing  will  be 
sacrificed  by  waiting  a  little  longer. 

The  time  charter  market  shows  little  or  no  change.  It  is 
reported  that  a  steamer  might  be  placed  on  the  other  side  for 
delivery  in  the  United  States  this  month  at  6  shillings. 

Charters 

Str.  Bessie  Dollar,  a  north  Pacific  coast  port  to  North  Hatteras. 
12,000,000  shingles,  private  terms:  May. 

Str.  Fishkill,  Philadelphia  to  Antwerp  and  Rotterdam,  general 
cargo:  May.  W.  J.  Grandfleld  &  Co. 

Str.  Coquina,  Philadelphia  to  Havana,  general  cargo.  Earn  Line 
S.S.  Co.;  May. 

Str.  Kerkonkson,  Philadelphia  to  Leith.  Newcastle  &  Middlesboro. 
general  cargo,  Clyde  S.S.  Co.:  May  30. 

Str.  Dungeness  (Br.).  Montreal  to  Rotterdam.  17.000  quarters, 
grain.  7s  3d:  May. 

Str.  Innertown  (Br.).  Montreal  to  United  Kingdom,  80,000  quarters, 
grain,  basis  6s  4I£d,  with  option:  May. 

Str.  Karfarlie  (Br.),  a  gulf  port  to  Antwerp,  35,000  quarters,  grain. 
7s  6d:  May. 

Str.  Mizar  (Du.),  Montreal  to  Southampton.  12.500  quarters  grain. 
7s,  other  United  Kingdom  ports  7s  3d.  option  Atlantic  range  loading. 
3d  less;  May  31. 

Str.  Bratsburg  (Nor.).  2.418  tons,  one  round  trans-Atlantic.  Is  de- 
livery United  States:  prompt. 

Strs.  Treearrel  (Br.).  3.198  tons,  and  Menes  (Fr.V  4.232  tons,  At- 
lantic range  to  Rio,  coal,  $6  and  $5.75  respectively:  May. 

Str.  Panaghis  (Gr.).  1.948  tons,  Atlantic  range  to  Rio  or  Plate, 
coal.  $5.75:  May. 

Str.  Royal  (Nor.),  2,497  tons,  Atlantic  range  to  Plate,  coal.  $6: 
May. 

Str.  Penrhydd,  5.500  tons,  San  Lorenzo  to  United  Kingdom-Con- 
tinent. 40s.  heavy  grain:  May. 

Str.  Moncnlierl.  3,191  tons  n.  r.,  northern  range  to  west  coast  of 
Italy,  $5.75:  prompt. 

Schr.   Charles  A.   Dana.   Norfolk  to  Bermuda,  coal,   private  term*. 

Sohr.  Klla  Pierce  Thurlow,  Philadelphia  to  Bangor.  Me.,  coal.  $1.75 
snd  discharge. 

USE  OF  AMERICAN  SHIPS 

In  an  address  before  the  National  Association  of  Manufac- 
turers at  New  York,  May  18,  Admiral  Benson,  chairman  of  the 
Shipping  Board,  urged  American  manufacturers  to  use  Amer- 
ican ships. 

"You  men  representing  the  great  manufacturing  plans  of 
this  United  States  can  make  or  mar  America's  opportunity," 
said  he.  "That  opportunity  is  ship  and  sail  in  American  ships. 
Carry  that  message  into  every  line  of  endeavor.  In  the  long 
run  you  will  find  it  pays  dividends  to  ship  in  our  ships,  or  rather 
your  ships,  because  strictly  speaking  each  one  of  us  is  a  stock- 
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Galveston,  Second  Largest  Export  Port  in  United  States 

Official  figures  of  the  Department  of  Commerce  for  the  year  ending  June  30,  1920,  show  total  exports 
through  Galveston  amounting  to  $598,239,227,  second  only  to  the  Port  of  New  York. 

Total  cotton  exports  for  current  season  up  to  May  1,  1921,  amounted  to  2,027,405  bales.  Net  receipts 
at  Galveston  for  same  period  totaled  2,468,945  bales.  Net  receipts  at  New  Orleans,  our  nearest  rival  port,  for 
same  period,  1,221,722  bales. 

Total  wheat  exported  through  Galveston,  period  July  1,  1920,  to  May  1,  1921,  amounted  to  67,639,929 
bushels,  a  creditable  record  among  the  Gulf  ports. 

Total  oil  imports  for  year  ending  December  31,  1920,  amounted  to  722,724,416  gallons. 

Galveston  during  a  normal  year  has  handled  a  total  of  4,035,114  bales  of  cotton  with  ease,  system  and 
dispatch. 

Cotton  receipts  in  one  day  have  been  as  high  as  70,124  bales;  in  one  week,  207,545  bales,  and  in  one 
month,  855,283  bales. 

Galveston  has  fourteen  high  density  compresses  and  storage  space  for  approximately  1,000,000  bales  of 


cotton. 


The  port  handles  regularly  large  quantities  of  sulphur,  oil,  lumber,  cottonseed  cake,  meal  and  oil,  rice, 
flour,  other  grain  products,  iron  and  steel  articles,  spelter,  copper  and  lead  bullion,  also  manufactured  articles 
of  all  kinds.  The  port  imports  much  sugar,  oil,  sisal,  manufactured  commodities  and  various  classes  of  raw 
materials. 

A  Trial  Shipment  Is  Only  Necessary  to  Convince  You 
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Port  of  Quickest  Dispatch  and  of  the  Best  Service 

Average  detention  of  cars  for  all  classes  of  shipments  is  officially  shown  as  3  days  per  car. 

Terminal  facilities  ample  to  handle  all  shipments  without  danger  of  delay  caused  by  congestion  or  embar- 
goes. Seventy-five  miles  of  terminal  tracks  serving  waterfront  sheds  and  docks. 

Steamship  service  to  the  major  ports  of  the  world,  with  liner  service  to  the  United  Kingdom,  Europe, 
West  Indies,  South  and  Central  America,  Mexico  and  the  Orient. 

Shipment  of  agricultural  implements  from  Chicago  to  Liverpool  via  Galveston  delivered  at  Liverpool 
within  less  than  thirty  days  from  the  date  it  was  shipped  from  Chicago.  This  is  an  example  of  the  service 
offered  Middle  Western  shippers  via  Galveston. 

Freight  rates  to  or  from  Galveston  are  the  same  or  lower  than  rates  to  or  from  other  Guif  ports  from 
and  to  points  on  and  west  of  the  Mississippi  River  and  including  Illinois  and  Western  Indiana. 

Coastwise  service  to  and  from  New  York  unsurpassed,  with  an  average  of  five  boats  per  week  each  way. 
Full  cargo  service  to  all  coastwise  points. 

Total  Elevator  Capacity — 3,600,000  Bushels. 

Modern  docks  and  wharves  with  3,952,279  square  feet  of  covered  space;  berths  for  90  ocean-going  ves- 
sels ;  repair  facilities,  including  10,000-ton  drydock.  Plenty  of  room  left  for  further  development. 

No  Lighterage — Freight  handled  direct  from  car  to  ship  or  ship  to  car. 

We  are  giving  especial  attention  to  miscellaneous  cargo  shipments  to  all  foreign  ports,  and  solicit  import 
shipments.  For  information  as  to  rates,  routing 'or  sailings,  apply 

Traffic  Department  Galveston  Commercial  Association,  Galveston,  Texas 
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holder   in   this   splendid   fleet   of   merchantmen   and   passenger 
ships  now  sailing  the  seven  seas. 

"I  want  you  to  have  before  you  today  these  facts  which  we 
must  consider  in  the  work  of  the  Board:  We  are  the  operator 
of  the  largest  fleet  under  single  control  in  the  steamship  worm. 
Our  ships  must  carry  cargo  and  the  cargo  carried  must  bs  profit 
able,  otherwise  the  government  suffers  serious  financial  loss. 
Our  passenger  services  must  be  given  full  support  of  the  Amer- 
ican tourist  and  the  traveling  public  or  this  splendid  fleet  or 
passenger  vessels  will  be  a  white  elephant  on  our  hands,  and 
a  source  of  expense  instead  of  profit  to  the  United  States. 

"I  am  a  firm  believer  in  private  ownership.  Our  ships  are 
being  operated  by  private  steamship  operators  who  act  as  our 
agents.  The  shipping  act  specifically  states  that  our  merchant 
marine  must  be  privately  owned  and  controlled. 

"We  are  hopeful   that  when  the  period  of  re-adjustment  i 
passed   there   will    be   a    ready   market   for  our   ships   and    our 
merchant   marine    privately    owned    and    controlled    will    be    an 
assured  fact" 

Discussing  the  marine  labor  situation,  he  said: 

"Reports  from  all  of  our  outlying  districts  continue  to  be 
encouraging.  The  movement  of  ships  is  going  steadily  on.  A 
remarkable  endorsement  of  the  position  of  the  Shipping  Board 
bas  come  through  the  reduction  in  marine  wages  which  has 
just  taken  place  in  Great  Britain.  The  negotiations  in  England 
were  conducted  in  much  the  same  manner  as  in  this  country. 
There  was,  however,  a  meeting  of  minds  in  a  cordial  and  concilia- 
tory spirit  which  has  resulted  in  the  British  wage  scale  being 
reduced  by  $12.15  per  month  at  normal  rate  of  exchange.  As 
nearly  as  can  be  estimated  the  average  reduction  approximates 
the  15  per  cent  reduction  proposed  here. 

"The  general  reductions  in  wages  taking  place  in  all  de- 
partments of  industry  and  for  the  most  part  in  excess  of  the 
moderate  reduction  proposed  by  the  Shipping  Board  convinces 
me  that  I  stand  upon  absolutely  firm  ground.  The  new  reduced 
wage  scale  is  in  effect  and  the  Shipping  Board  will  continue  to 
make  use  of  all  its  resources  to  keep  its  ships  moving  and  pre- 
rent  the  success  of  this  effort  to  defeat  the  permanent  re-estab- 
lishment of  the  American  merchant  marine." 

SHIPPING  BOARD  APPOINTMENTS 

The   Traffic   World   Washington  Bureau 

Although  President  Harding  would  like  to  get  James  A. 
Farrell,  president  of  the  United  States  Steel  Corporation,  for 
Ihe  chairman  of  the  Shipping  Board,  Mr.  Farrell  has  reiterated 
that  he  will  not  take  the  place. 

"I  wish  to  reiterate  in  the  strongest  possible  terms  that  I 
have  not  changed  and  will  not  change  my  position  as  previously 
»tated,"  said  he.  "That  is,  I  am  not  considering  the  position 
is  chairman  of  the  United  States  Shipping  Board." 

After  Mr.  Farrell  had  conferred  with  President  Harding 
last  week  reports  were  persistent  that  he  would  be  the  chairman 
rf  the  board. 


SHIPPING  BOARD  APPROPRIATIONS 

The  Traffic   World   Washington  Bureau 

The  House  committee  on  appropriations  this  week  reported  the 
tecond  deficiency  appropriation  bill  carrying  among  other  appro- 
nriat'ons  J61.855333  for  the  Shipping  Board  as  against  a  total  of 
5170,862,633  asked  by  the  board.  The  appropriation  for  the  board 
Includes  $36.852,000  for  the  emergency  shipping  fund  for  the 
i-urrent  fiscal  year  and  $25,000,000  for  the  same  fund  for  the 
fiscal  year  1922,  and  $3,633  for  salaries.  Payment  of  salaries 
of  the  members  of  the  board  who  served  as  recess  appointees 
Is  provided  for. 

In  testifying  before  the  committee  in  support  of  the  appro- 
priations requested,  Admiral  Benson,  chairman  of  the  board, 
reviewed  the  period  of  depression  through  which  the  board  had 
passed  and  told  of  the  economies  the  board  had  made  effective 
to  reduce  operating  costs.  He  said  he  had  reduced  the  over- 
head of  the  organization  by  approximately  ten  or  twelve  mil- 
lion dollars  since  he  had  been  chairman.  The  members  of  the 
rommittee  approved  the  chairman's  stand  on  the  15  per  cent 
rage  cut. 

Admiral  Benson  said  he  believed  it  was  fortunate  the  board 
had  not  sold  its  ships  and  that  a  plan  could  be  worked  out  to 
dispose  of  the  ships  in  the  future  on  a  basis  that  will  insure  the 
development  of  a  good  fleet.  He  believed  the  merchant  marine 
would  be  on  a  much  more  permanent  basis  than  It  would  hare 
been  If  the  ships  had  been  sold.  He  said  if  the  ships  had  been 
sold  at  high  prices  the  purchasers  would  unquestionably  have 
been  unable  to  pay  more  than  one-half  of  what  would  have 
been  owed. 

"That  situation,  in  my  opinion,  would  have  been  disastrous," 
said  Chairman  Benson.  "We  are  doing  all  we  can  to  develop 
the  most  efficient  type  of  motive  power  for  our  ships  In  order 
to  reduce  the  operating  expenses.  I  feel  strongly  that  the  solu- 
tion of  this  problem  of  competition  is  going  to  depend  on  re- 
ducing the  operating  expenses  to  the  minimum  very  largely  by 
improved  motive  power  for  our  ships  and  on  increasing  the  effi- 
ciency of  American  seamen  and  officers  on  board  our  ships,  to- 


gether with  the  gradual  development  of  a  personnel  on  shore 
that  understands  the  ship  business  and  with  an  appreciation  by 
the  American  people  as  to  what  an  American  merchant  marine 
really  means  to  the  country  in  all  of  its  various  phases." 

Alonzo  Tweedale,  controller  of  the  board,  said  the  board 
cleared  a  total  of  $81,325,000,  including  depreciation,  on  the 
operation  of  the  fleet  from  the  beginning  of  operations  up  to 
May  1  1919  From  that  time  until  March  1,  1921,  he  said,  the 
fleet  was  operated  at  a  profit  of  $17,000,000  but  nothing  was 
provided  for  depreciation. 

"At  the  present  time,"  he  said,  "and  since  the  first  of  last 
July,  we  have  been  running  against  a  condition  that  has  not 
existed  before  in  a  great  number  of  years.  The  rates  of  ocean 
traffic  have  never  fallen  as  markedly  as  they  did  during  this 
period;  not  only  the  rates,  but  the  bulk  of  the  cargo,  has  fallen 
down.  The  reason  for  that  is  patent  on  its  face.  Foreign  coun- 
tries are  not  going  to  buy  commodities  and  other  things  in  the 
United  States  as  long  as  their  exchange  rate  is  so  much  against 
them.  When  the  rate  of  exchange  comes  back  to  normal  the 
bulk  of  cargo  will  commence  to  move  and  rates  will  go  back 
to  normal  and  we  will  have  a  fleet  operating,  I  believe,  at  a 
large  profit." 

PAY  OF  MARINE  WORKERS 

The   Traffic   World    Washington  Bureau 

The  Shipping  Board  has  withdrawn  from  the  United  States 
Transport  Company  six  vessels  which  it  -was  buying  from  the 
board,  because  it  signed  up  with  marine  workers  at  the  old 
rates  of  pay  instead  of  applying  the  15  per  cent  wage  reduction 
made  effective  May  1  by  the  Shipping  Board  and  the  private 
steamship  owners.  The  vessels  are  the  Anna  E.  Morse,  the 
Clarence  E.  Morse,  the  Colin  H.  Livingstone,  the  E.  A.  Morse, 
Jennie  R.  Morse  and  the  Vanada,  with  a  total  deadweight 
tonnage  of  approximately  55,000  tons.  Admiral  Benson,  chair- 
man of  the  board,  had  previously  served  notice  that  such  action 
would  be  taken  in  the  cases  of  companies  having  Shipping 
Board  vessels  and  which  did  not  "go  along"  with  the  board  in 
the  wage  cut.  Marine  labor  leaders  announced  they  would  seek 
a  congressional  investigation  of  the  action  of  the  board  and  the 
shipowners,  claiming  that  the  shipowners  are  attempting  to 
disrupt  the  unions  and  are  also  serving  foreign  interests. 

"My  appeal  to  the  seafarers  of  the  United  States  to  stand 
by  the  American  merchant  marine  has  met  with  a  very  grati- 
fying response,"  said  Admiral  Benson,  May  12.  "Many  com- 
munications have  been  received  from  men  offering  their  serv- 
ices to  keep  our  ships  moving.  The  Shipping  Board  feels  that 
it  can  count  upon  patriotic  Americans  to  rally  to  its  support. 

"The  Shipping  Board  further  gives  the  most  positive  as- 
surance to  all  those  who  come  to  its  aid  that  they  will  receive 
the  fullest  protection  in  their  positions  both  during  and  after 
the  settlement  of  the  controversy. 

"Reports  received  today  show  a  considerable  improvement 
and  that  our  ships  are  continuing  to  sail  steadily  from  all  ports. 
While  some  men  are,  of  course,  being  prevailed  upon  by  their 
leaders  to  leave  ships  on  their  arrival  at  American  ports,  these 
men  are  being  rapidly  replaced  by  those  who  are  eager  to  avail 
themselves  of  the  opportunity  for  permanent  employment  at 
fair  wages.  This  endorsement  of  my  moderate  and  reasonable 
position  in  this  controversy  is  especially  gratifying. 

"I  unqualifiedly  pin  my  faith  to  the  common  sense  and 
good  judgment  of  the  personnel  of  the  American  merchant 
marine  to  meet  the  present  issue  in  a  fair  spirit." 

The  Shipping  Board  announced  May  16  that  it  was  satisfied 
with  last  week's  record  of  sailings,  which  it  said  nearly  ap- 
proached a  normal  week. 

"The  achievement  of  obtaining  the  requisite  number  of  men 
to  sail  these  vessels  is  taken  to  indicate  the  real  feeling  among 
the  men  themselves,"  the  board  announced.  "Engineers  con- 
tinue to  present  themselves  for  duty  and  American  sailors  and 
American  firemen  have  been  available  in  numbers.  The  per- 
centage of  Americans  is  in  excess  of  the  percentage  prior  to 
May  1. 

"The  Fleet  Corporation  does  not  anticipate  a  declaration 
that  an  emergency  exists,  because  such  action  is  not  necessary 
in  the  present  situation.  All  ports  report  that  the  situation  is 
well  in  hand. 

"Information  has  just  been  received  at  the  Shipping  Board 
that  the  Lake  Carriers'  Association  has  inaugurated  a  15  per 
cent  wage  cut  on  vessels  on  the  Great  Lakes,  which  has  been 
accepted  by  the  men,  and  that  in  Great  Britain  similar  reductions 
have  been  accepted  in  all  departments  except  the  cooks  and 
stewards." 

Although  reports  were  made  to  Admiral  Benson,  chairman 
of  the  Shipping  Board,  that  the  marine  workers  had  practically 
decided  to  accept  the  15  per  cent  cut  in  wages,  nothing  official 
came  from  the  marine  union  leaders  to  substantiate  the  reports. 
Secretary  of  Labor  Davis  continued  his  efforts  to  get  the  labor 
leaders  to  agree  to  a  settlement. 

Charles  H.  Potter,  president  of  the  United  States  Ship 
Operators'  Association,  in  a  telegram  to  Assistant  Director  of 
Operations  Keene,  said  the  association  believed  that  were  it 
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not  for  the  fact  that  engineers  and  unlicensed  men  desirous  of 
accepting  the  Shipping  Board  terms  and  conditions  were  being 
iniiini(l:ii< •(),  the  strike  would  have  collapsed  before  this. 

Hi  -ports  to  the  hoard  from  New  Orleans  wore  to  the  effect 
that  the  situation  there  was  very  encouraging  and  that  it  was 
believed  the  situation  would  clear  up  in  the  next  few  days. 

The  Department  of  Commerce  issued  a  statement  showing 
that  from  May  1  to  15,  142  American  vessels  were  unable  to 
sail  beeause  of  lack  of  crews  and  that  496  American  vessels 
railed  in  that  period. 


PACIFIC  COAST  TO  GALVESTON 

Announcement  is  made  by  the  Paciflc-Caribbean-Gulf  Line 
that  the  steamship  "Lake  Gunni"  will  be  definitely  berthed  for 
direct  call  at  Galveston,  sailing  from  the  Pacific  coast  the  first 
halt  of  June.  The  steamer  will  begin  loading  at  Seattle,  then 
proceed  to  San  Francisco  and  Los  Angeles  Harbor,  thence  to  the 
Gulf.  Below  are  rates  in  cents  per  hundred  pounds  applying 
from  shipside  Pacific  loading  ports  to  shipside  Galveston  on  the 
principal  commodities  moving  eastbound,  as  announced  by  the 
J.  H.  W.  Steele  Company,  agent: 

Commodities  L.  C.  L.. 

.I'd   goods    $1.50 

Pi-nil   benns    2.50 

Dried  fruit  in  bags   2.00 

l>ii.«l  fruit  in  boxes  2.00 

Shingles,   kiln  dried   

Lumber,  kiln  dried   

Sash,  doors,  blinds,  etc 


$0.75 
.70 
.70 


C.  L. 

$0.50 
.55 
.60 
.55 


Mln.  Wt. 
30.000  Ibs. 
40.000  Iba. 
30.000  Ibs. 
40.000  Ibs. 
30.000  Ibs. 
30.000  Ibs. 
40.000  Ibs. 


After  discharging  its  cargo   at  Galveston  the  steamer  will 
load  westbound  cargo  for  the  Pacific  coast. 


THREAT  OF  SHIP  RATE  WAR 

The   Traffic   World   Washington  Bureau 

There  is  a  threat  of  war  in  ship  rates  on  the  north  Atlantic 
through  the  withdrawal  of  foreign  lines  from  the  conference 
which  controls  rates  on  that  part  of  the  seven  seas.  The  United 
Kingdom  lines  threatened  to  withdraw  from  the  conference  if 
the  Shipping  Board  carries  out  the  promise  of  Fred  L.  Murphy, 
traffic  manager  for  the  Shipping  Board,  to  absorb  the  difference 
in  insurance  rates  given  by  underwriters  in  favor  of  ships  rated 
first  class  by  them,  and  Shipping  Board  vessels. 

Such  a  promise  of  absorption,  it  is  asserted,  was  made  to 
millers  recently  as  an  inducement  to  them  to  ship  by  Shipping 
Board  vessels,  the  inference  being  that  the  Shipping  Board  was 
unwilling  to  accept  a  rating  for  its  vessels  less  favorable,  for 
insurance  policies,  than  that  given  ships  of  rival  lines,  especially 
British.  Most  of  the  marine  insurance  of  the  world  and  the  rat- 
ing of  ships  is  done  by  British  organizations.  There  is,  therefore, 
a  tinge  of  nationalism  involved  in  the  promised  controversy. 

W.  F.  Andrews  of  the  Shipping  Board's  New  York  office,  is 
quoted  as  having  said  in  regard  to  the  threat  that  the  Shipping 
Board  would  not  absorb  the  difference  in  insurance  rates,  but 
the  millers  are  able  to  quote  a  letter  to  which  Mr.  Murphy's 
name  is  attached  in  which  the  writer  said: 

I  take  pleasure  in  advising  that  we  are  now  meeting  the  insurance 
situation  by  authorizing  our  managing  agents  when  necessary  to 
absorb  the  differential  between  the  Shipping  Board  and  foreign  lines. 
We  would  appreciate  it  very  much  if  you  would  acquaint  the  millers 
with  this  fact,  as  undoubtedly  many  of  them  are  forwarding  flour  by 
foreign  lines  where  insurance  rates  are  lower,  not  knowing  that  we 
are  desirous  of  meeting  the  situation,  as  pointed  out  above,  and 
securing  the  business  for  Shipping  Board  tonnage. 

Absorption  by  the  Shipping  Board  would  lead,  opponents 
of  such  method  of  equalizing  transportation  costs  assert,  to 
secret  rebates  and  other  inimical  practices.  Those  defending  that 
method  of  equalization  suggest  that  the  methods  used  by  British 
corporations  and  their  American  subsidiaries  in  rating  ships,  are 
often  arbitrary  and  make  it  necessary  for  the  Shipping  Board's 
traffic  managers  to  take  steps  which,  if  everything  done  in  the 
rating  of  vessels  were  straightforward,  as  they  use  the  word, 
would  be  considered  reprehensible.  Supporters  of  such  methods 
regard  them  merely  as  the  employment  of  fire  for  "fighting  the 
devil." 


PAYMENTS  TO  CARRIERS 

The  Traffic  World   Washington  Bureau 

Partial  payment  certificates  have  been  issued  by  the  Com- 
mission to  the  Grand  Rapids  &  Indiana  for  $780,000  and  to  the 
Chicago,  St.  Paul,  Minneapolis  &  Omaha  for  $227,000. 

The  Treasury  Department  has  announced  the  following  ad- 
ditional partial  payments  to  railroads:  Chicago,  Burlington  & 
Quincy,  $650,000;  Chicago,  Terre  Haute  &  Southeastern,  $23,000; 
Cleveland,  Cincinnati,  Chicago  &  St.  Louis,  $470,000;  St.  Paul 
Bridge  and  Terminal  Railway  Company,  $67,000,  and  the  re- 
ceivers of  the  Texas  &  Pacific,  $125,000.  Loans  of  $500,000  to 
the  Seaboard  Air  Line  and  of  $100,000  to  the  Tampa  Northern 
Railroad  were  made  by  the  Treasury  on  direction  of  the  Com- 
mission. 

The  Commission  May  14  issued  Section  209  (a)  certificates  to 
the  Baltimore  &  Ohio  Chicago  Terminal  for  $735,000;  the  Lehlgh 
&  Hudson  River  for  $200,000;  the  Cincinnati,  Lebanon  &  North- 


ern for  $150,000;  tbo  Illinois  Northern  for  $30,000;  and  the  Chi- 
cago. Went  Pullman  ft  Southern  for  $22,000. 

The  Commission,  on  May  16,  limited  209  (a)  certificate!  to 
the  Copper  Range  Railroad  for  $150.000;  to  the  Wisconsin  It 
Northern.  $27,500,  and  the  Alabama  Central  for  $3,000. 

The  United  States  Railroad  Administration  reports  the  fol- 
lowing final  settlements  and  has  paid  out  to  the  icveral  romdi 
the  following  amounts:  Missouri  ft  Illinois  Bridge  ft  Helt  Hall- 
road,  $13,559;  New  York  Connecting  Railroad.  $1,395,000;  Lake 
Superior  ft  Ishpemlng  Railway  Company,  $140,000;  MunlslnR, 
Marquette  ft  Southeastern  Railway  Company,  $90,000;  Kansas 
City,  Mexico  ft  Orient  Railroad  Company,  $250,000;  Cambria  ft 
Indiana  Railroad  Company,  $70,000;  Great  Northern  Railway 
Company,  $6,500,000;  Texan  Midland  Railroad,  $100,000;  Duluth. 
Mlssabe  ft  Northern,  $8,525,000;  Duluth  A  Iron  Range,  $4.866,- 
000;  Gulf,  Texas  ft  Western,  $40,000;  Northern  Pacific,  $9,000.- 
000;  Des  Molnes  Union  Railway,  $330,000;  Bessemer  ft  Lake 
Erie,  $3,050,000;  Western  Pacific,  $4.200.000;  Ulster  ft  Delaware, 
$390,000;  Jay  Street  Terminal,  $290,000;  Clinton  ft  Oklahoma 
Western,  $75,000. 

"The  payment  of  these  claims  on  final  settlement  Is  largely 
made  up  of  balance  of  compensation  due,  but  includes  all  other 
disputed  items  as  between  the  railroad  companies  and  the  Ad- 
ministration during  the  twenty-six  months  of  federal  control," 
the  Railroad  Administration  announced. 

Payments  to  the  railroads  by  the  Treasury  In  April  totaled 
$89,587,723.60,  according  to  a  statement  Issued  by  that  depart- 
ment May  18.  From  July  1,  1920,  to  April  30,  1921,  payments 
to  the  railroads  totaled  $682,575,027.78,  and  from  July  1,  1919,  to 
April  30,  1921,  the  total  was  $1,719,247,185.31.  These  payments 
were  made  under  the  transportation  act  and  settlements  growing 
out  of  federal  control. 

The  Treasury  Department  announced  the  following  additional 
partial  payments  May  18:  Alabama  Central,  $3,000;  Copper 
Range  Railroad  Company,  $150,000;  Wisconsin  &  Northern, 
$27,500. 

Partial  payments  of  the  guaranty  to  May  17  totaled  $137,- 
031,290.05.  Partial  payments  of  reimbursements  of  deficits  In- 
curred during  federal  control  to  May  17  totaled  $510,500. 

Advances  under  the  guaranty,  most  of  which  were  paid  prior 
to  the  enactment  of  the  Winslow  partial  payment  bill,  which  be- 
came effective  February  26,  totaled  $263,235,874. 

Over  $400,000,000  has  been  paid  to  the  railroads  under  the 
guaranty  to  date,  leaving  approximately  $200,000,000  due,  if  rough 
estimates  made  heretofore  are  borne  out. 


CAR  SUPPLY  SUMMARY 

The  Traffic   World   Washington  Bureau 

In  a  summary  of  general  conditions  with  respect  to  car 
supply  as  of  May  12,  W.  L.  Barnes,  executive  manager  of  the 
car  service  division  of  the  American  Railway  Association,  an- 
ticipates an  increased  demand  for  ventilated  box  cars  and  re- 
frigerators and  expresses  the  hope  that  coal  production  will 
continue  to  increase  with  a  corresponding  marked  decrease  in 
the  number  of  surplus  cars.  The  statement  follows: 

Box  Cars:  The  supply  of  box  cars  in  excess  of  requirements  con- 
tinues to  increase  slightly,  and  as  of  the  last  day  of  April  totaled 
189.127  or  about  2.000  In  excess  of  the  surplus  reported  two  weeks 
previously. 

Auto  Cars:  Supply  of  surplus  automobile  cars  again  Increased 
s'ightly  for  the  two  weeks  ended  April  30th.  Cars  of  this  type  should 
be  worked  home  or  disposed  of  to  loading  territory  as  requirement* 
may  necessitate. 

Ventilated  Box  Cars:  Roads  In  the  South  will  soon  feel  an  in- 
creased demand  for  ventilated  box  cars.  It  is  important  that  the  use 
of  these  cars  be  confined  as  far  as  possible  to  freight  requiring  ven- 
tilation and  that  surplus  empty  cars  be  worked  loaded  or  empty  to 
their  owners  for  protection  of  perishable  loading. 

Stock  Cars:  Supply  of  stock  cars  in  excess  of  requirements  has 
increased  in  the  past  two  weeks,  particularly  single  decks. 

Refrigerator  Cars:  There  is  no  material  change  in  the  refrigera- 
tor car  situation,  there  being  a  full  oar  supply  In  all  seetions.  The 
Georgia  peach  crop  and  the  Imperial  Valley.  Calif.,  cantaloupe  crop 
will  commence  to  move  in  the  next  few  weeks.  It  Is  especially  im- 
portant that  F.  G.  K..  A.  K.  T..  P.  F.  E.  and  S.  F.  R.  D.  refrigerator 
cars  now  be  promptly  returned  to  their  respective  territories  In  ac- 
cordance with  current  instructions  from  the  owners. 

Open  Top  Cars:  Production  of  bituminous  coal  has  shown  a 
slight  increase  each  week  since  week  ended  April  2d.  during  which 
week  production  was  the  lowest  since  the  strike  period  of  1919.  It  Is 
estimated  that  7.275.000  tons  will  be  produced  during  week  ending  May 
7th.  an  increase  of  approximately  25  per  cent  over  week  of  April  2d. 
The  number  of  surplus  coal  cars  has  decreased  from  262.944.  April  8. 
to  22D.443  April  30th.  about  13  per  cent.  It  is  to  be  hoped  that  pro- 
duction will  continue  to  increase  and  surplus  cars  decrease  rapidly 
until  normal  conditions  again  obtain.  The  relocation  of  open-top  car* 
to  owning  lines  should  continue  In  accordance  with  Our  Service  Rules. 

Flat  Cars:  'While  there  Is  a  slight  surplus  of  flat  cars  reported 
the  percentage  of  same  to  ownership  is  comparatively  small.  Indicat- 
ing In  this  period  of  Industrial  depression  a  fairly  general  demand  for 
this  type  of  equipment.  All  orders  are  being  met.  however.  :md  there 
is  sufficient  surplus  so  that  cars  should  he  loaded  generally  In  accord- 
ance with  Car  Service  Rules,  hut  there  would  seem  no  need  of  running 
up  any  empty  mileage  In,  the  interests  of  restoring  flat  cars  to  the 
owners.  The  demand  has  Increased  to  some  extent  In  the  pa»t  three 
weeks. 


COMMISSION    OFFICES   CLOSED 

On  account  of  the  funeral  of  Chief  Justice  White,  the  Com- 
mission offices  will  be  closed  all  day  Saturday. 
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SHORT  LINE  ASSOCIATION  MEETS 

Iht  Tragic  World   Washington  Bureau 

American  railroads.  In  the  estimation  of  Bird  M.  Robinson, 
president  of  the  American  Short  Line  Railroad  Association  ap- 
irently  are  in  worse  condition  than  railroads  in  other  parts 
?7he  world  Mr.  Robinson  so  expressed  himself  at  the  annual 
meeting  of  the  association,  which  was  held  in  Washington  May 
19  and  the  following  day.  That  is  true.  Mr.  Robinson  said  not- 
withstanding  that  private  capital  has  constructed  the  most  effi- 
cient railroad  system  in  the  world  and  notwithstanding  the  fui- 
ther  fact  that,  in  his  estimation,  the  carriers  have  heretotc 
and  are  now.  rendering  service  at  a  lower  cost  to  their  patror 
than  the  railroads  of  any  other  nation. 

"The  American  people  have  apparently  lost  their  sense 
Justice  in  considering  the  railroad  question,"  he  continued. 
"They  have,  in  years  past,  followed  the  cry  that  the  public  must 
be  served  regardless  of  the  rights  of  the  owners  of  the  prop- 
erties and  during  that  period  have  enforced  a  policy  ot  restric 
tion  to  such  an  extent  that  they  have  practically  starved  most 
of  the  railroads." 

These  things  Mr.  Robinson  said  in  the  course  of  his  annual 
address  in  calling  the  association's  meeting  to  order  and  ren- 
dering an  account  of  the  stewardship  of  the  association,  the 
object  of  which  is  to  serve  the  short-line  railroads  by  watching 
their  Interests  in  Washington,  before  Congress  and  the  executive 
departments.  Speaking  of  government  operation  of  the  rail- 
roads, he  said: 

"The  government  took  possession  of  the  great  majority  ot 
the  railroads  of  the  country  for  war  purposes,  and  after  oper- 
ating them  in  an  extravagant  and  reckless  way,  returned  the 
properties  to  their  owners  not  only  in  a  dilapidated  condition, 
but  saddled  with  ruinous  wage  contracts,  which  have  since  re- 
sulted in  sapping  their  very  life  blood.  When  returning  the  roads 
to  their  owners  the  government  gave  to  one  of  its  agencies  un- 
limited power  to  regulate  the  rates  to  be  charged  for  services 
and  gave  to  another  agency  unlimited  power  to  determine  the 
wages  to  be  paid  to  their  employes. 

"The  result  has  been  most  disastrous,  for,  notwithstanding 
a  large  increase  in  rates,  the  revenue  received  has  not  been  suffi- 
cient, in  most  cases,  to  meet  operating  expenses,  and  as  a  result 
of  such  limitations  and  impositions,  solvent  companies  have  rap- 
idly progressed  into  bankruptcy." 

Mr.  Robinson  expressed  the  opinion  that  the  inquiry  as  to 
why  things  are  as  they  are  that  is  being  made  by  the  Senate 
committee  on  interstate  commerce  will  clarify  the  atmosphere 
by  removing  the  smoke  and  poison  which  have  been  thrown  into 
it,  and  result  in  a  clear  understanding,  at  least  by  a  majority 
of  senators  and  representatives,  of  the  facts  and  of  the  emer- 
gency which  confronts  the  carriers.  Yet  he  thought  it  necessary 
to  call  attention  to  the  fact  that,  notwithstanding  the  shabby 
treatment  of  the  railroads  by  Congress  and  the  public,  there 
were  before  Congress  bills  which  would  impose  new  and  bur- 
densome restrictions  on  the  carriers. 

In  a  review  of  the  labor  situation  he  said  the  fight  of  the 
carriers  to  break  the  strangle-hold  of  the  labor  unions  and  to 
reduce  the  amount  of  wages  paid  to  employes  commensurate 
with  revenues  received  had  precipitated  a  fight  that  had  not 
heretofore  been  equaled  for  misrepresentation  and  brutish  vilifi- 
cation. Continuing  his  review  of  the  forces  that  were  making 
life  hard  for  the  managers  of  the  railroads,  Mr.  Robinson  said: 
"The  labor  leaders  have  not  only  used  every  device  to  create 
a  smoke  screen  for  the  purpose  of  obscuring  the  question  at 
issue,  but  they  have  vigorously  sought  to  use  poison  gasses  of 
untruths  in  the  hope  that  they  could  thus  kill  off  the  efforts 
being  made  by  the  carriers  to  save  about  $1,000,000  per  day. 
which  they  are  being  forced  to  pay  to  employes  beyond  the 
•mount  that  should  be  paid.  Only  a  part  of  the  public  seem 
to  realize  that  in  the  end  it  must  pay  this  extraordinary  bill,  and 
that  therefore  the  fight  of  the  carriers  is  for  its  benefit,  as  well 
as  their  own. 

"The  railway  brotherhoods  and  unions  are  organized  to  an 
extent  never  before  known,  and  they  not  only  seek  to  obtain 
wages  and  working  conditions  to  be  fixed  and  determined  by 
themselves,  but  they  go  even  further  by  joining  in  practically 
every  effort  niade  by  any  interest  which  seeks  to  place  addi- 
tional burdens  and  restrictions  upon  the  carriers. 

"They  do  not  hesitate  to  state  that  they  desire  the  govern- 
ment to  take  the  railroads  from  their  owners  and  pay  therefor 
only  a  fraction  of  their  value;  and,  after  thus  appropriating  the 
roads,  to  turn  them  over  to  the  employes  to  be  operated  on  a 
basis  of  'heads  the  employes  win  and  tails  the  government  loses.' 
"Many  organizations  have,  for  one  reason  or  another,  joined 
in  the  current  'howl'  against  the  carriers;  and  the  socialists  and 
communist!!  have  promptly  and  vigorously  joined  in  these  at- 
tacks, which  are  apparently  becoming  more  and  more  popular. 
"There  are  several  large,  strong  and  aggressive  organiza- 
tions of  shippers  which  now  seem  to  have  but  one  object  in 
vic-w,  and  that  Is  to  reduce  rates,  and,  having  accomplished  that 
object,  to  again  reduce  rates,  without  regard  to  the  rights  of 
the  owners,  and.  in  many  instances,  without  regard  as  to  whether 


the  carriers  can  maintain  and  improve  their  property  so  as  to 
meet  the  needs  of  themselves  for  service  or  to  provide  for  the 


he  had  had  with  execu- 
lives  of  the  larger  roads  on  the  subject  of  interchange  passes. 
The  trunk  lines  complained  about  the  large  number  of  passes 
demanded  by  the  officers  of  short  lines.  They  undertook  to 
correct  that  by  limiting  the  passes  to  managing  officers  who 
devoted  their  whole  attention  to  the  management  of  a  carrier. 
Mr  Robinson  reported  that  he  had  persuaded  the  trunk  lines  to 
cancel  an  order  to  that  effect.  He  suggested  the  appointment 
of  a  committee  to  take  up  the  subject  with  a  view  to  regulating 
the  matter  especially  in  view  of  the  proposal  by  a  number  of 
New  England  states  to  prohibit  the  issuance  of  any  passes. 

The  first  day  was  devoted  to  the  making  of  reports  by  the 
president  and  Secretary-Treasurer  Whittelsey  and  the  discussion 
of  the  subjects  brought  forward  in  Mr.  Robinson's  report. 

Short    Lines   and    Labor   Board 

Allegations  that  the  railroad  brotherhoods,  by  hook  or  crook, 
without  even  semblance  of  warrant  for  so  doing,  are  haling 
short  line  railroads  before  the  Railroad  Labor  Board,  and  that 
the  Labor  Board,  has  made  decisions  that  seem  clearly  to  be 
beyond  its  power  to  make,  were  placed  before  the  annual  meet- 
ing of  the  American  Short  Line  Railroad  Association  on  May 
19,  by  Ben  B.  Cain,  vice-president  and  general  counsel  of  the 
association.  He  declared  that  it  was  the  intention  of  the  rail- 
road labor  leaders,  after  they  have  finished  with  the  trunk  lines, 
to  harry  the  short  lines.  With  due  respect  to  the  labor  board,  Mr. 
Cain  said  that,  in  his  opinion  the  labor  board,  in  laying  down 
the  sixteen  principles  on  which  railroads  and  their  employes 
are  to  negotiate  working  agreements,  exceeded  the  power  given 
to  it  by  the  law.  His  thought  was  that  the  labor  board  is 
determined,  if  possible,  to  bring  the  relations  between  employer 
and  employe  on  all  railroads  under  its  wing,  regardless  of  the  • 
fact  that  the  transportation  law  gives  it  jurisdiction  only  when 
a  strike  on  a  given  railroad  would  seriously  threaten  interstate 
commerce. 

"It  is  the  opinion  of  the  labor  leaders  that  Congress  has 
created  a  body  which  has  the  same  amount  and  kind  of  power 
over  wages  and  working  conditions  as  the  Interstate  Commerce 
Commission  has  over  rates,  rules  and  regulations  pertaining  to 
traffic,"  said  Mr.  Cain.  "It  is  their  idea  that  they  and  the  Board 
can  force  collective  bargaining  upon  every  railroad.  In  the 
course  of  time  every  mother's  son  of  you  will  be  brought  before 
the  board.  What  the  board  has  ruled  is  the  law  until  it  has 
been  set  aside  by  the  board  or  the  courts.  Many  of  you  are 
inclined  to  think  that  your  labor  troubles  are  about  over,  when. 
as  I  see  the  situation,  they  have  only  begun." 

To  illustrate  his  remarks  Mr.  Cain  cited  the  railroad  of 
which  he  was  the  head  until  it  went  into  the  hands  of  a  re- 
ceiver, and  with  which  he  is  still  connected  as  legal  adviser  to 
the  receiver.  That  company  had  107  employes,  only  four  of 
whom  were  members  of  labor  unions.  The  receiver  reduced 
wages  ten  per  cent  by  posting  a  notice  on  its  bulletin  board. 
Thereupon  the  labor  board  adopted  a  resolution  holding  that 
the  company,  listed  with  a  number  of  others,  had  not  the  right 
to  make  reductions  without  the  consent  of  the  labor  board. 

Every  employe  of  the  road  had  accepted  the  reduction,  103 
in  writing  and  the  four  labor  union  employes  by  accepting 
checks  for  the  smaller  amounts  of  money.  They  advised  the 
receiver  that  they  were  willing  to  take  the  reduction  but  asked 
to  be  excused  from  accepting  in  writing  because,  they  said,  the 
national  officers  of  the  unions  might  deprive  them  of  their 
pension  rights.  At  the  hearing  the  national  officers  said  they 
had  not  the  right  to  deprive  the  men  of  their  pension  status; 
that  that  could  be  done  only  by  their  local  unions  or  lodges 
when  such  deprivation  was  approved  by  the  national  officers. 
It  was  shown  that  there  was  no  local  union  on  the  road  which 
employed  them  and  that  the  decision  as  to  them  would  rest 
with  lodges  and  unions  far  from  the  scene. 

"Under  the  law  as  construed  by  the  labor  board  you  have 
lost  the  right  to  say  how  much  you  will  offer  men  for  working 
for  you,  and  the  right  to  discipline  a  man  until  and  unless  you 
have  the  consent  of  his  labor  organization,  which  can  be  ob- 
tained only  after  you  have  had  a  formal  hearing  before  a  man 
designated  by  you,  at  which  the  man  may  be  represented  by 
counsel  of  his  own  choosing,  which,  of  course,  means  a  labor 
leader  who  has  been  sent  down  from  some  labor  union  general 
office,"  he  said. 

"The  law  says  that  appeal  to  the  labor  board  may  be  taken 
by  the  labor  organization,  or  if  the  men  are  not  organized,  by 
petition  in  writing  of  100  employes  on  a  railroad,  if  they  are 
not  organized.  As  to  the  little  road  with  which  I  am  connected, 
there  is  no  labor  organization  nor  did  100  men  petition  the 
board,  yet  the  road  was  reprimanded,  before  hearing,  by  the 
board,  which  held,  in  effect,  that  no  changes  in  wages  or  work- 
ing conditions  could  be  made  by  the  road." 

Practically  all  the  time  of  the  two  days'  session  was  de- 
voted to  a  discussion  of  questions  of  divisions,  settlements  with 
the  Railroad  Administration,  proceedings  before  the  labor  board, 
and  questions  pertaining  to  the  maintenance  of  the  association's 
organization  in  Washington  and  the  financing  of  its  activities. 
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'I'll.'  executive  committee  was  authorized,  In  Its  discretion,  to 
charge  the  expenses  of  the  traffic  bureau  to  the  general  funds. 
it  the  bureau  cannot  be  made  self  supporting.  It  was  also  agreed 
Hint,  the  labor  department,  which  raised  (32,000  from  189  com- 
panies, should  be  treated  In  the  siime  way.  That  means  that 
if  the  executive  committee  thinks  it  advisable  to  continue  the 
two  departments,  even  If  they  are  not  self  sustaining,  It  may 
charge  the  cost  of  their  maintenance  to  the  general  funds  of 
the  association. 

Chauncey  M.  Depew,  chairman  of  the  New  York  Central 
iuiard,  who  came  to  Washington  to  pay  his  respects  to  Presi- 
dent Harding,  was  the  only  non-member  to  address  the  associa- 
tion. He  said  that  notwithstanding  all  the  troubles  that  have 
fallen  on  railroad  managers.  It  Is  still  an  honorable  ambition 
to  become  a  successful  railroad  man  and  he  felicitated  the  as- 
sociation members  on  the  spirit  of  sturdiness  they  had  shown 
under  the  manifold  troubles  falling  upon  them  during  the  last 
five  or  six  years. 


COMMISSION  AND  SHORT  LINES 

The   Tragic   World   Washington  Bureau 

Lumber-carrying  trunk  lines,  by  reason  of  the  Commission's 
decisions  in  the  Three  Lakes  Lumber  case  (61  I.  C.  C.  408)  and 
Swift  Lumber  Company  case  (61  I.  C.  C.  485),  are  under  com- 
pulsion to  decide  on  a  policy  with  regard  to  rates  from  points 
on  branch  lines.  Under  the  terms  of  the  order  in  the  first  men- 
tioned case  the  trunk  lines  serving  the  Pacific  northwest  must 
decide  what  they  are  going  to  do  on  or  before  August  8.  Under 
the  Swift  Lumber  Company  decision  they  must  take  action  on 
or  before  August  5. 

The  orders  require  the  removal  of  undue  prejudice.  The 
Three  Lakes  order  is  wide  open,  giving  the  carriers  the  option 
of  removing  the  prejudice  by  extending  the  coast  group  rates 
to  points  on  the  Washington  Western  or  depriving  the  other 
points  in  the  group,  on  the  branch  lines,  of  the  benefit  of  the 
group  basis. 

The  Swift  Lumber  Company  order  requires  the  removal  of 
undue  prejudice  by  the  extension  of  the  junction  rates  to  points 
on  the  Fernwood,  Columbia  &  Gulf,  formerly  the  Fernwood  & 
Gulf.  If  the  trunk  lines  involved  in  this  case  think  the  junction 
point  rates  are  too  low  they  will  have  the  option  of  increasing 
them,  thereby  exposing  the  shippers  from  points  on  the  Illinois 
Central  to  the  danger  of  higher  rates,  as  pointed  out  by  Com- 
missioner Hall  in  a  report  in  which  he  dissented,  in  part,  from 
the  order  of  the  Commission  in  the  Swift  case.  But  whatever 
the  Illinois  Central  and  the  New  Orleans  Northeastern,  the  trunk 
line  connections  of  the  Fernwood  road,  decide  to  do  with  regard 
to  the  matter,  they  must  accord  rates  on  lumber  to  the  complain- 
ants on  the  branch  line  not  in  excess  of  those  they  grant  to  the 
shippers  at  the  three  junction  points  mentioned  in  the  order — 
Fernwood,  Tylertown,  and  Foxworth,  Miss. 

In  effect,  the  order  requires  the  maintenance  of  the  yellow 
pine  blanket,  in  so  far  as  the  junctions  mentioned  are  involved, 
if  not  throughout  the  blanketed  territory.  Commissioner  Hall,  in 
his  dissent,  made  the  point  that  that  was  too  broad  and  sweep- 
ing an  order  to  make  on  such  a  record  as  before  the  Commission 
in  that  case. 

The  order  in  the  Three  Lakes  Lumber  Company  case  is  not 
so  broad.  The  trunk  lines  there  involved  have  the  option  of 
extending  the  blanket  to  the  points  on  the  Washington  Western, 
or  depriving  the  points  on  all  branch  lines  of  the  benefit  of  the 
group  rates. 

Both  orders,  however,  are  regarded  by  those  who  have  been 
following  the  lumber  tap  line  and  the  industrial  railways  cases 
as  tending  toward  a  greater  degree  of  stability  or  uniformity 
in  the  treatment  of  branch  lines  by  the  trunk  lines;  as  tending 
to  break  down  any  distinction  that  may  now  exist  between 
branch  lines  owned  by  the  trunk  lines  and  fhose  owned  by  other 
companies,  whether  wholly  common  carrier  or  affiliated  in  in- 
terest with  a  shipper.  The  two  orders  appear  to  proceed 
on  the  assumption  that  the  ownership  of  the  dollar  that  built 
the  branch  line  can  have  no  bearing  on  the  treatment  that  must 
be  accorded  to  the  extensions  of  the  systems  of  transportation 
with  which  the  branch  lines  connect. 

No  one  has  undertaken  to  predict  what  will  be  the  outcome 
of  that  seeming  disregard  of  the  ownership  of  the  dollar.  It 
may  result  in  the  extension  of  through  route  and  joint  rate  ar- 
rangements to  independent  branch  lines  on  substantially  the 
same  terms  as  such  arrangements  are  made  with  the  branch 
lines  owned  by  the  trunk  lines.  Only  one  thing  is  certain  as  to 
the  Pacific  northwest  situation.  That  is  that  the  trunk  lines 
must  treat  the  shippers  on  branches  regardless  of  the  ownership, 
alike  under  similar  conditions  and  in  like  circumstances.  A 
dollar  is  not  a  condition  or  circumstance  in  a  transportation 
sense;  that  is  to  say,  there  can  be  no  dissimilarity  of  treatment 
of  shippers  because  the  branch  line  that  is  used  by  one  was  built 
with  dollars  owned  by  the  man  whose  other  dollars  may  be  pro- 
viding tonnage,  while  the  branch  line  used  by  his  competitor 
was  built  with  dollars  provided  by  a  trunk  line,  or  by  one  not 
connected  with  either  a  railroad  or  a  shipper. 


mi-Hi  nt  i In-  shipper,  however,  IM  a  thing  apart  from  (he 
treatment  of  the  branch  line.  Generally  speaking.  It  might  be 
Inferred  that  the  principles  thai  govern  treatment  of  the  »hlp- 
PI -i-  will  necessarily  govern  the  treatment  of  the  branch  lln<- 
Probably,  It  Is  believed,  if  the  Commlititlon  had  to  pan*  judgmerit 
on  a  question  as  to  principles  to  be  applied,  there  would  b«  no 
commissioner  contending  that  there  should  be  any  difference 
In  the  principles  to  be  applied. 

It  IB  In  the  application  of  the  principles  that  room  may  be 
found  for  applications  that  short-line  railroads  might  contend 
showed  Inconsistency  on  the  part  of  the  commissioners.  The 
leporis  of  t lie  Commission  in  the  two  canes  mentioned  have  been 
in  ken  to  Indicate  that  the  Commission,  on  application  by  any 
other  of  the  large  number  of  short  lines  In  the  Pacific  northwest. 
would  make  an  order  similar  to  the  one  In  the  Three  Lakes  Lum- 
ber Company  case. 

Neither  report  nor  order  deals  with  the  question  of  com- 
pensation for  the  short  lines.  In  the  Three  Lakes  Lumber  Com- 
pany case  the  Commission  said  that  the  refusal  of  the  trunk  lines 
to  maintain  Joint  rates  on  the  coast-group  basis  from  points  on 
the  Washington  Western,  while  contemporaneously  maintaining 
such  rates  on  that  basis  from  points  on  their  proprietary  branch 
lines,  or  on  their  independent  connections,  constituted  undue 
prejudice. 

If  and  when  the  trunk  lines  institute  joint  rates  with  the 
Washington  Western,  the  question  of  divisions  will  come  up. 
The  same  is  true  with  regard  to  the  Fernwood,  Columbia  &  Gulf, 
when  the  joint  rates  are  established  no  higher  than  the  junction 
point  rates. 

The  principle  has  been  established  in  the  Pacific  northwest 
that,  if  the  trunk  lines  desire  joint  rates  with  their  own  branch 
lines  or  with  independent  branches,  they  must  also  be  extended 
to  roads  like  the  Washington  Western,  which  is,  or  was  at  the 
time  the  controversy  started,  the  property  of  the  Three  Lakes 
Lumber  Company,  even  as  the  Fernwood  &  Gulf  was  the  prop- 
erty of  a  lumber  company. 

There  is  no  comfort  in  either  decision  for  the  short  lines 
in  the  matter  of  divisions.  The  Commission,  of  course,  will  obey 
the  law  to  prescribe  just  and  reasonable  divisions  if  the  trunk 
lines  fail  to  do  so.  But  the  arrangement  between  the  Washing- 
ton Western  and  its  connections  will  be  supervised  by  the  Com- 
mission because,  under  the  Supreme  Court's  tap  line  decision,  it 
must  see  that  rebates  to  lumber  companies  or  other  shippers 
are  not  given  under  the  guise  of  divisions. 

In  disposing  of  tap-line  division  cases,  the  Commission,  with- 
out examining  each  rate  or  each  tap-line  situation,  has  prescribed 
divisions  or  allowances  to  tap  lines  owned  by  shippers,  based, 
many  tap  lines  believe,  on  an  arbitrary  conclusion  that,  for  the 
purposes  of  allowances,  all  tap  lines  in  all  parts  of  the  southern 
pine  region  are  alike  and  that  there  is  no  reason  why  one  should 
be  paid  any  more  or  any  less  than  another.  No  such  general 
rule  for  making  divisions  has  ever  been  laid  down  by  the  Com- 
mission for  disposing  of  division  questions  arising  between  rail- 
roads not  coming  within  the  meaning  of  the  words  "tap  line." 
While  the  tap  lines  have  fumed  and  fretted  about  the  divi- 
sions the  Commission  has  allowed  them,  they  have  never  brought 
a  case  in  the  courts  that  brought  out  the  fact  that  the  Com- 
mission had  acted  without  a  particular  investigation  of  all  the 
facts  in  a  given  case.  One  tap-line  division  case  did  reach  the 
Supreme  Court  and  the  tap  line  lost.  Since  that  time,  however, 
there  has  been  such  a  discussion  of  the  matter  that,  perhaps,  if 
another  case  were  brought,  especially  in  view  of  the  changes  in 
the  law  made  by  the  Esch-Cummins  act,  the  courts  might  be 
made  to  see  that  every  case  must  be  treated  on  its  own  facts 
and  not  in  a  broad  and  general  way  on  the  assumption  that 
"pigs  is  pigs"  or  that  all  tap  lines  look  alike  to  the  Commission 
and  that,  therefore,  they  must  be  alike. 


CONTAINER  SPECIFICATIONS 

The  Tragic   World   Washington  Bureau 

The  Commission,  May  13,  issued  a  revised  shipping  container 
specification  for  riveted  sheet  iron  or  steel  cases,  to  be  used  in 
the  shipment  of  motion  picture  films  by  express,  effective  May  20. 
The  revised  specification  was  adopted  by  the  Commission  on  May 
10.  The  specification  unrevised  is  paragraph  43  of  the  Express 
Regulations.  It  is  to  be  known  as  No.  32. 

At  the  same  time  it  issued  Shipping  Container  Specification 
No.  20A,  covering  iron  or  steel  barrels,  for  the  shipment  of 
barium  peroxide  and  other  dangerous  articles  subject  to  the  pro- 
visions and  restrictions  of  the  governing  regulations,  particularly 
paragraphs  1821  to  1841  inclusive,  of  the  freight  regulations  and 
paragraphs  34  and  35  to  50.  inclusive,  of  the  express  regulations. 
This  specification  is  to  be  effective  May  25.  Removable  heads  or  re- 
movable plate  containers  are  authorized  under  this  specification. 
It  also  contains  specifications  for  conducting  the  test  to  determine 
the  viscosity  of  the  liquid  proposed  to  be  transported  in  the  con- 
tainer, a  choice  of  methods  for  determining  the  viscosity  being 
allowed,  but  the  tests  are  to  be  made  within  the  limits  prescribed 
by  the  specification. 
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FREIGHT  CLAIM  AGENTS  MEET 

The  thirtieth  annual  session  of  the  Freight  Claim  Division 
of  the  American  Railway  Association  was  called  to  order,  in 
Chicago,  May  17,  by  H.  C.  Pribble,  general  claim  agent  for  the 
Santa  Fe,  chairman  of  the  division.  A  short  address  of  wel- 
come, full  of  the  spirit  of  optimism,  was  made  by  President 
Richard  A.  Aishton,  of  the  American  Railway  Association,  which 
was  replied  to  briefly  by  Mr.  Pribble,  and  the  meeting  settled 
down  to  the  business  of  the  first  day  of  the  three-day  conven- 
tion, which  consisted  of  considering  several  changes  in  the  rules 
governing  the  division  between  carriers  of  the  expenses  of  al- 
lowed claims. 

Mr.  Aishton  congratulated  the  division  on  the  work  it  had 
done  in  the  last  twelve  months.  "What  you  gentlemen  do  here 
within  the  next  three  days  may  have  a  tremendous  bearing  on 
ihe  general  railroad  situation,  which,  as  you  know,  is  one  of 
the  most  important  problems  with  which  this  country  has  to 
deal  at  the  present  time.  The  confidence  of  the  shippers  and 
the  interests  of  the  public,  which  have  been  too  much  neglected 
in  the  past,  are  in  your  hands  and  are  paramount  at  the  present 
time.  The  legislators  in  Washington  care  little  about  the  rail- 
roads, their  stock  holders  and  the  railroad  workers.  They  are 
concerned  chiefly  with  the  public  interest,  and  they  are  watch- 
ing our  moves  carefully  before  deciding  whether  or  not  further 
legislative  interference  is  necessary. 

"The  fun  has  gone  out  of  railroading.  Today  it  is  a  very 
serious  business,  but  I  am  confident  that  conditions  will  be  bet- 
fer  within  a  short  time.  Within  30  days— at  the  most,  60— the 
darkest  days  of  railroading  will  have  passed,  and  within  a  few 
months  we  will  be  looking  back  at  this  period  and  wondering 
what  it  was  we  were  worrying  about.  By  the  time  another 
year  has  passed,  the  transportation  machine  of  the  United  States 
will  be  turning  out  the  greatest  volume  of  business  in  its  his- 
tory." 

In  answer  to  Mr.  Aishton's  talk,  Mr.  Pribble  said  a  few  words 
about  the  object  and  attainments  of  the  division.  The  watch- 
word was,  he  said,  "Cut  loss  and  damage  in  half,"  a  thing  pos- 
sible only  through  the  co-operation  of  each  road,  though  a  num- 
ber of  roads  were  still  backward  in  joining  the  movement.  That 
the  work  of  the  division  was  becoming  recognized,  he  said,  was 
borne  out  by  a  communication  from  Commissioner  Eastman  in 
which  the  co-operation  of  the  Interstate  Commerce  Commission 
was  promised,  and  by  a  statement  made  before  the  Labor  Board 
by  several  presidents  of  western  roads  in  which  it  was  stated 
that  "the  American  Railway  Association's  campaign  to  cut  loss 
and  damage  claims  in  half  is  already  meeting  with  great 
success." 

Richard  H.  Aishton,  president  of  the  American  Railway 
Association,  praised  the  work  of  the  Freight  Claim  Division,  in 
an  address  before  that  body  on  the  second  day  of  the  annual 
meeting  in  Chicago,  May  18. 

"You  gentlemen,"  he  said,  "are  confronted  by  an  added 
difficulty,  because  you  not  only  have  to  plan  methods  of  reducing 
loss  and  damage,  but  you  must  take  these  same  plans  to  your 
executives  and  sell  them.  I  think  it  is  safe  to  say  that  most 
of  the  progressive  executives  have  been  sold,  and  the  results 
obtained  in  the  last  year  ought  to  convince  those  who  still  re- 
main to  be  convinced. 

"If  it  had  not  been  for  your  good  efforts,  the  claims  paid  in 
1920  would  have  risen  from  $109,000,000  to  $125,000,000;  instead 
of  being  reduced  to  $106,000,000.  The  facts  are  more  plainly 
shown  by  a  consideration  of  the  ratio  of  claims  paid  to  revenue. 
In  1919  it  was  3.03  per  cent;  in  1920,  2.52  per  cent.  Another 
encouraging  feature  is  that  great  progress  is  being  made  in 
'catching  up'  on  overdue  claims.  Everyone  knows  that  the  high 
claim  rates  of  1920  were  leftovers  from  1919.  The  most  hopeful 
sign  of  the  trend  of  claim  payments  is,  therefore,  the  fact  that 
in  February,  1921,  31  per  cent  more  claims  were  adjusted  than 
were  received." 

The  day  was  spent  in  discussing  means  of  claim  prevention, 
the  subject  being  considered  in  subdivisions  covering  robberies, 
losses  of  entire  packages,  rough  handling,  defective  equipment 
and  delay.  The  discussion  was  general,  most  of  it  coming  from 
the  floor.  Alexander  S.  Lyman,  general  attorney  for  the  New 
York  Central,  spoke  on  "Thieving  and  Pilfering  on  the  Rail- 
roads" and  made  a  plea  for  concerted  effort  to  stamp  out  this 
evil.  Much  could  be  done,  he  said,  by  carefully  compiled  statis- 
tics from  freight  claim  departments  which  "would  show  where 
the  weak  spots  are."  He  commended  the  joint  criminal  law 
bureaus,  such  as  are  being  operated  in  St.  Louis  and  New  York, 
but  suggested  the  carrying  out  of  such  a  scheme  on  a  larger 
scale. 

"The  magnitude  of  the  problem,"  he  said,  "suggests  a 
broader  remedy  than  these  measures.  A  department  of  surveil- 
lance, organized  and  conducted  by  a  chief  of  the  higher  type 
of  executive,  Is  called  for,  reporting  only  to  the  head  of  the 
corporation,  having  under  his  charge  three  co-ordinated  branches, 
each  under  a  separate  command:  (1)  A  bureau  of  efficiency, 
having  to  do  with  (a)  the  selection  of  men  entering  the  employ! 
on  the  score  of  previous  record  for  probity,  (b)  the  caliber, 
habits  and  conduct  of  passenger  conductors,  and  of  receiving 


and  delivery  clerks,  (c)  the  method  of  receipting,  or  tallying 
and  checking  freight,  notification  of  arrival  and  delivery  to  con- 
signee (2)  a  bureau  of  patrol  to  guard  freight  at  terminals  and 
in  transit-  and  (3)  a  detective  bureau  to  detect  and  collect  evi- 
dence against  thieves  and  receivers  and  recover  stolen  property. 

"With  such  an  organization  for  each  carrier,  with  means 
for  exchanging  information  in  the  larger  centers  of  traffic  and 
co-operating  through  joint  criminal  counsel  with  each  other  m 
the  prosecution  of  frauds  and  thefts,  there  would  be  a  reasonable 
expectation  of  coping  successfully  with  the  problem.  The  av- 
erage railroad  police  department  of  the  present  day  (with  some 
praiseworthy  exceptions),  in  personnel,  organization,  scope  and 
methods  is  obsolete  and  inadequate." 

Suggestions  from  the  floor  as  to  methods  of  reducing  these 
forms  of  losses  included  the  exercising  of  more  care  in  the 
hiring  of  labor,  the  appealing  to  the  heads  of  labor  unions  to 
help  spread  propaganda,  and  the  reducing  of  delays,  which,  ac- 
cording to  Fred  E.  Winburn,  special  representative  of  the  com- 
mittee on  cause  and  prevention,  was  the  cause  of  most  pilfering 
and  robbery. 

J.  A.  Pilcher,  mechanical  engineer  for  the  Norfolk  &  West- 
ern, spoke  on  "Impact  and  Its  Relation  to  Damage  Claims."  He 
stressed  the  necessity  for  careful  handling  and  pointed  out 
wherein  the  present  railroad  equipment  could  be  improved  so 
as  to  reduce  loss  and  damage. 

The  program  for  the  third  and  closing  day  included  the 
consideration  of  changes  in  rules  recommended  by  the  com- 
mittee on  loss  and  damage  rules,  of  which  W.  O.  Hunger,  gen- 
eral superintendent  of  freight  claims  for  the  C.  R.  I.  &  P.,  is 
chairman;  and  the  committee  on  overcharge  rules,  of  which  J. 
J.  Hooper,  general  claim  agent  for  the  Southern  Railway  Sys- 
tem, is  chairman. 

J.  B.  Baskerville,  assistant  general  claim  agent  for  the  Nor- 
folk &  Western,  chairman  of  the  committee  on  cause  and  pre- 
vention, also  presented  a  report. 

The  resolutions  adopted  byj  the  Freight  Claim  Division  of  the 
American  Railway  Association,.  May  19,  were  general  in  charac- 
ter, the  work  of  arranging  them  and  compiling  the  data  which  is 
to  accompany  them  being  left  to  the  newly  elected  general  com- 
mittee. The  one  covering  loss  and  damage  by  theft  and  rob- 
bery directed  the  general  committee  to  assemble  figures  show- 
ing the  alarming  growth  of  this  form  of  loss  and  to  submit 
these  figures  together  with  the  resolution  in  its  final  form  to 
the  railroad  executives  of  the  country. 

Freight  claim  agents  generally  were  urged,  in  another  reso- 
lution, to  give  the  suggestions  as  to  improvements  in  freight 
car  construction  contained  in  Mr.  Pilcher's  address  of  the  previ- 
ous day  serious  consideration.  It  is  expected  that  concerted 
thought  on  the  part  of  the  agents  will  result  in  the  making 
of  concrete  recommendations  regarding  certain  improvements 
in  freight  car  door  construction. 

Suggestions  made  from  the  floor  as  to  methods  of  spreading 
propaganda  against  rough  handling  and  delays  through  rail- 
road workers'  union  officials  did  not  meet  with  the  approval 
of  the  meeting.  It  was  thought  best  to  refer  the  matter  to  the 
managers  and  advise  them  to  educate  the  men  along  these  lines 
in  ways  that  seemed  best  to  them,  and  a  resolution  to  that  effect 
was  passed. 

The  following  officers  were  elected :  Chairman,  H.  C.  Pribble, 
general  claim  agent,  A.  T.  &  S.  F.;  first  vice-chairman,  H.  C. 
Howe,  freight  claim  agent,  C.  &  N.  W.;  second  vice-chairman, 
William  C.  Fitch,  freight  claim  agent,  Southern  Pacific;  gen- 
eral committee,  for  two-year  term,  T.  S.  Walton,  freight  claim 
agent,  Missouri  Pacific;  R.  L.  Calkins,  freight  claim  agent,  N. 
Y.  C.;  H.  R.  Grochau,  freight  claim  agent,  C.  St.  P.  M.  &  O.;  for 
one  year,  J.  A.  Beahan,  freight  claim  agent,  N.  Y.  N.  H.  &  H.; 
W.  B.  Kellett,  freight  claim  agent,  F.  W.  &  D.;  J.  B.  Basker- 
ville, assistant  general  claim  agent,  Norfolk  &  Western.  Lewis 
Pilcher  was  retained  as  secretary,  as  also  were  the  special  repre- 
sentatives, Fred  B.  Winburn,  Joe  Marshall  and  Albert  L.  Green. 

The  new  freight  claim  prevention  committee  is  as  follows: 
J.  B.  Baskerville,  chairman;  C.  H.  Dietrich,  freight  claim  agent, 
C.  M.  S  St.  P.;  F.  W.  H.  O'Meara,  freight  claim  agent,  C.  &  0.; 
C.  E.  Bingham,  freight  claim  agent,  K.  C.  S.  Ry.;  C.  C.  Glessner, 
general  freight  claim  agent,  B.  &  O. ;  A.  R.  McNitt,  freight  claim 
agent,  Union  Pacific;  J.  D.  Shields,  freight  claim  agent,  C.  B. 
&  Q.;  H.  M.  Moors,  freight  claim  agent,  Southern  Pacific  lines 
in  Louisiana;  J.  F.  Horrigan,  freight  claim  agent,  Northern 
Pacific. 

The  members  of  the  appeal  committee  are:  J.  F.  Horrigan, 
chairman;  H.  Bierman,  general  freight  claim  agent,  M.  K.  &  T.; 
J.  D.  Shields,  freight  claim  agent,  C.  B.  &  Q.;  J.  J.  Hooper,  gen- 
eral freight  claim  agent,  Southern  Railway;  E.  Arnold,  freight 
claim  agent,  Grand  Trunk. 


LA.  RY.  &  NAV.  CO.  NOTES 

The  Louisiana  Railway  &  Navigation  Company,  in  Finance 
Docket  No.  1444,  has  asked  for  authority  to  issue  equipment 
obligations,  running  to  the  United  States  government,  to  pay 
for  motive  power  bought  under  federal  control.  The  notes  are 
to  be  in  denominations  of  $22,500,  one  payable  each  year  from 
1921  to  1929,  inclusive. 
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COAL   PRODUCTION    REPORT 

Tht   Traffic   World   Washington  Bureau 

"The  recovery  In  production  of  soft  coal  gained  additional 
momentum  In  the  week  ended  May  7,"  the  Geological  Survey, 
Department  of  the  Interior  said  in  Its  weekly  report  under 
date  of  May  14.  "The  total  output.  Including  lignite  and  coal 
coked  at  the  mine,  is  estimated  at  7,2'.»G,000  net  tons,  an  Increase, 
when  compared  with  the  preceding  week  of  326,000  tons,  or 
nearly  5  per  rent. 

"The  following  statement  furnished  by  the  American  Rail- 
way Association  shows  the  number  of  cars  loaded  daily:  May  1.', 
21,904;  May  3,  22,602;  May  4,  24,917;  May  5,  23,548;  May  6, 
24,525;  May  7,  17,906. 

"Preliminary  reports  indicate  that  loadings,  of  Monday  and 
Tuesday  of  the  week  May  9-14  were  26,364  and  25,466  cars,  re- 
spectively. The  total  for  the  two  days — 51,830  cars — shows  an 
increase  of  more  than  10  per  cent  over  the  corresponding  days 
for  either  of  the  two  weeks  preceding. 

"The  all-rail  movement  to  New  England  underwent  no  change 
during  the  week  ended  May  7.  Reports  to  the  American  Railway 
Association  show  that  2,457  cars  were  forwarded  through  the 
five  rail  gateways,  Harlem  River,  Maybrook,  Albany,  Rotter- 
dam and  Mechanicsville.  Compared  with  the  corresponding 
week  in  1920,  when  shipments  were  beginning  to  recover  from 
the  effects  of  the  switchmen's  strike,  this  was  a  decrease  of 
803  cars. 

"While  exports  were  at  practically  the  same  rate  as  during 
the  preceding  week,  the  quantity  of  coal  supplied  for  foreign 
bunker  coal  at  Hampton  Roads  during  the  week  ended  May  7 
increased  sharply.  According  to  reports  furnished  the  Geological 
Survey  by  the  three  coal  exchanges  at  that  port,  226,159  net 
tons  were  shipped  to  foreign  destinations  and  135,710  tons  were 
taken  for  bunkering.  Compared  with  the  week  preceding,  ex- 
ports decreased  4,554  tons,  while  bunker  coal  increased  44,254 
tons,  or  47  per  cent. 

"The  movement  of  bituminous  coal  to  tidewater  increased 
during  April.  According  to  reports  received  by  the  Geological 
Survey,  the  amount  dumped  over  the  piers  at  tide  was  3,041,000 
net  tons.  This  was  the  heaviest  total  dumped  since  January 
and  exceeded  that  of  March  by  213,000  tons.  That  this  increase 
was  largely  caused  by  increased  foreign  demand  resulting  from 
the  British  miners'  strike  is  shown  by  the  heavier  tonnages  for 
export  and  bunker  coal.  These  were  193,000  and  137,000  tons, 
respectively.  Shipments  to  New  England  destinations  increased 
sligtly,  while  coal  for  local  use  inside  capes  and  for  other  pur- 
poses declined." 


GUSHING  SAYS  NO  COAL  PANIC 

In  an  address  on  "Coal  Fact  and  Coal  Fiction,"  before  the 
American  Wholesale  Lumber  Association  at  Chicago,  May  18, 
George  H.  Gushing,  managing  director  of  the  American  Whole- 
sale Coal  Association,  said  he  came  to  Chicago  with  the  "amaz- 
ing piece  of  news"  that  "we  are  going  to  have  another  coal 
panic,  which  will  start  about  the  dog  days." 

"I  can't  quite  see  things  that  way,"  he  continued.  "I  know 
that  on  the  railroads  450,000  cars  are  lying  idle  because  they 
have  nothing  to  carry.  In  the  round  houses  are  thousands  of 
engines  standing  in  white  lead  because  the  railroads  have  no 
use  for  them.  Nearly  half  a  million  railroad  employes  are  idle 
because  there  is  no  work  for  them  to  do.  All  of  this  wealth  of 
equipment  in  mines  and  railroads  can  be  thrown  suddenly  into 
use  to  satisfy  any  demand  for  coal.  This  gives  us  one  kind  of 
assurance  that  no  danger  threatens." 

Mr.  Gushing  said  business  could  not  revive  to  such  an  extent 
as  to  block  the  railroads  and  prevent  the  movement  of  coal. 

"Thus,"  said  he,  "coal  will  have  the  railroads  and  labor 
practically  to  itself.  Plenty  of  it  will  move  if  the  people  want  it." 


SEASONAL  COAL  RATES 

The   Traffic   World   Washington  Bureau 

Senator  Frelinghuysen,  of  New  Jersey,  who  advocates  the 
establishment  of  seasonal  rates  on  coal.  May  13  submitted  the 
following  report  to  the  Senate  on  behalf  of  the  Senate  interstate 
commerce  committee  on  the  seasonal  coal  rate  bill  (S.  1806): 

"The  Commitee  on  Interstate  Commerce,  to  whom  was  re- 
ferred the  bill  (S.  1806)  to  further  amend  the  interstate  com- 
merce act,  as  amended,  to  provide  for  seasonal  rates  for  the 
transportation  of  coal,  report  thereon  with  the  recommendation 
that  the  bill  be  passed  without  amendment. 

"The  bill  incorporates  suggestions  made  by  Chairman  Edgar 
E.  Clark,  of  the  Interstate  Commerce  Commission,  and  it  has 
the  unqualified  and  unanimous  approval  of  the  members  of  that 
commission. 

"The  committee  believes  that  legislation  of  this  character, 
authorizing  the  Interstate  Commerce  Commission  to  initiate 
lower  freight  rates  on  coal  during  the  spring  and  summer 
months  and  higher  rates  during  the  fall  and  winter  months  will 
tend  to  encourage  consumers  to  develop  storage  accommoda- 
tions, to  accept  deliveries  of  coal  in  advance  of  their  seasonal 


needs,  and  HIUH  to  keep  the  mine*  op'-ratlnK  moi.  ntly 

i  Ilium-limit  the  year.  The  committee  IH  of  the  opinion  that 
such  legislation  will  bring  about  the  following  beneficial  results: 
"1.  It  will  stabilize  ilie  price  of  coal.  The  capacity  output 
of  all  the  coal  mines  In  the  United  States,  assuming  fairly  • 
.slant  operation,  would  far  exceed  the  present  consumption.  Th« 
output  of  all  these  mines  working  as  at  present  only  Intermit- 
tently during  the  spring  and  summer  months  and  working  '<> 
capacity  during  the  fall  and  winter  months  Is  barely  sufficient  to 
supply  the  curreni  nerds  and  the  greatly  Increased  cold-weal  her 
demand  for  coal.  During  the  winter  the  demand  so  nearly 
equals  the  currently  available  supply  that  scarcity  prices  pre- 
vail. In  addition  to  this  the  actual  cost  of  production  per  ton  is 
unduly  enhanced  because  the  operator  must  during  the  time  his 
mine  is  closed  down  or  working  Intermittently  keep  together 
his  organization  and  expend  money  for  the  upkeep  and  main- 
tenance of  the  property,  all  of  which  must  be  added  to  the  price 
of  the  coal  which  he  mines  and  sells  during  the  rush  season.  If 
the  demand  for  coal  were  reasonably  constant  throughout  the 
year,  many  of  these  costs  based  on  holding  plant,  capital,  and 
personnel  Idle  for  a  large  portion  of  the  time  would  disappear, 
and  the  price  of  coal  would  more  nearly  represent  only  current 
costs  of  production  plus  a  reasonable  profit,  leaving  no  oppor- 
tunity for  charging  scarcity  prices  during  the  months  when  the 
greatest  amount  of  coal  is  consumed.  The  situation  Is  some- 
what analogous  to  that  which  prevails  in  the  electric-lighting  In- 
dustry, where  the  rate  of  10  or  12  cents  per  kilowatt  hour 
charged  for  current  used  for  lighting  Includes  a  large  allowance 
for  machinery  kept  idle  throughout  the  daytime  and  only  em- 
ployed to  handle  the  peak  load  in  the  evening,  while  the  same 
current  is  sold  for  heating  purposes  at  3  or  4  cents  per  kilowatt 
hour  because  its  use  throughout  the  day  for  this  purpose  tends 
to  keep  all  of  the  power-house  machinery  operating  more  con- 
stantly. 

"2.  Such  legislation  will  obviate  very  largely  the  pressing 
necessity  for  more  coal  cars.  The  present  supply  of  coal  cars, 
while  totally  insufficient  to  handle  the  fall  and  winter  rush  under 
existing  conditions,  would  be  fairly  adequate  to  carry  all  the 
coal  desired  by  consumers  if  this  equipment  could  be  kept  mov- 
ing with  greater  regularity  throughout  the  year,  as  would  be 
the  case  if  the  advantage  of  lower  summer  and  spring  freight 
rates  could  be  held  out  to  induce  consumers  to  receive  coal 
shipments  in  advance  of  .their  winter  needs.  Under  the  present 
system  thousands  of  coal  cars  ordinarily  lie  idle  during  the 
spring  and  summer,  while  the  whole  available  supply  of  coal 
cars  is  entirely  insufficient  to  handle  the  fall  and  winter  emer- 
gency. 

"3.  Such  legislation  would  remedy  the  present  inadequacy 
of  terminal  facilities.  The  large  amount  of  coal  which  must 
now  be  transported  within  a  comparatively  short  time  in  each 
year  tends  to  glut  already  overcrowded  terminals.  The  in- 
creasing inability  of  existing  terminal  facilities  to  handle  ex- 
traordinary seasonal  demands  without  entailing  serious  delays 
and  disproportionate  terminal  costs  is  one  of  the  most  glaring 
weaknesses  in  the  present  American  railroad  transportation  sys- 
tem, according  to  the  testimony  of  Chairman  Clark  of  the  Inter- 
state Commerce  Commission. 

"4.  Such  a  measure  would  promote  regularity  of  employ- 
ment in  the  mines,  and  would  thus  settle  most  of  the  outstand- 
ing grievances  of  the  miners.  Increased  compensation  for  min- 
ers is  demanded  not  so  much  as  an  actual  wage  for  work  per- 
formed but  rather  as  a  pension  for  periods  of  enforced  idleness 
due  to  the  seasonal  demand  for  coal. 

"The  committee  finds,  from  an  examination  of  some  of  the 
disadvantages  which  might  appear  to  inhere  in  the  requirements 
of  lower  spring  and  summer  freight  rates  for  coal  shipments, 
that  most  of  these  objections  are  untenable: 

"1.  The  revenues  of  the  carriers  would  not  be  affected.  A 
large  amount  of  coal  would  still  have  to  be  mined  and  shipped 
in  fall  and  winter  to  consumers  who  lacked  the  capital,  credit, 
foresight,  or  storage  accommodations  to  enable  them  to  secure 
their  supply  during  the  warmer  months. 

"2.  The  transportation  of  more  coal  in  the  spring  and  sum- 
mer will  not  embarrass  the  railroads  in  handling  other  seasonal 
movements,  e.  g.,  crops.  In  some  localities  cars  carrying  grain 
are  loaded  only  in  one  direction,  returning  empty  to  the  point 
of  origin  because  of  lack  of  shipments  moving  in  that  direction. 
If  coal  could  be  encouraged  to  move  at  the  same  time,  this 
wasteful  practice  of  hauling  empty  cars  might  be  at  least  par- 
tially eliminated.  Operating  conditions  during  the  clear  weather 
of  the  spring  and  summer  months  are  much  more  favorable,  so 
that  railroads  can  better  withstand  heavy  demands  for  trans- 
portation at  that  period  of  the  year  than  during  the  fall  and 
winter  months  when  coal  has  heretofore  moved  In  greatest 
volume.  The  cost  to  the  railroads  of  transporting  coal  Is  also 
much  less  in  warm  weather,  when  locomotives  can  haul  heavier 
trains,  when  they  consume  less  fuel,  and  when  fewer  employees 
can  handle  more  traffic. 

"3.  The  acquisition  of  more  coal  cars  does  not  afford  a 
practicable  and  complete  remedy  for  existing  difficulties.  Under 
the  transportation  act.  the  Interstate  Commerce  Commission  is 
given  the  power  to  require  carriers  to  provide  themselves  with 
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sufficient  cars.  But  most  of  the  railroads  have  neither  the 
money  nor  the  credit  with  which  to  buy  a  supply  of  coal  cars 
adequate  for  current  needs  under  the  present  system  of  large 
seasonal  shipments,  so  it  would  be  useless  for  the  commission 
to  order  them  to  purchase  this  equipment.  On  the  other  hand, 
most  of  the  railroads  which  have  enough  money  or  credit 


modifying  or  denying  any  other  authority    heretofore   conferred   upon 
the  Commission.  

R.  R.  A.  ANSWERS  TO  COMPLAINTS 

The   Traffic    World    Washington  Bureau 

The  attention   of  Commissioner  Hall,   who   has   supervision 


has  been  called  to  the  character  of  answers  the  lawyers  for  the 
Director-General  are  making  to  complaints  filed  with  the  Com- 
mission. Those  who  have  drawn  his  attention  to  this  have  sug- 
gested that  the  attorneys  for  Mr.  Davis,  who  are  very  busy  on 
account  of  what  shippers  considered  the  rough-shod  methods 
used  by  the  Railroad  Administration  in  walking  over  them,  are 
ignoring  the  Commission's  rule  on  that  subject.  They  have  sug- 
gested that  the  Director-General  has  had  prepared  a  form  for  all 
complaints,  to  be  sent  to  complainants,  regardless  of  the  kind 
of  complaint. 

More  than  one  attorney  has  received  answers  to  his  com- 
plaints that  show  on  their  face  they  are  form  answers  that  may 
be  filled  in  with  the  docket  number  and  title  and  then  dispatched 
to  the  complainant  as  an  answer  to  what  he  has  set  forth  in  his 
complaint.  The  rule  of  the  Commission  on  the  subject  reads  as 
follows: 

All  answers  should  be  so  drawn  as  fully  and  completely  to  advise 
the  parties  and  the  Commission  of  the  nature  of  the  defense,  and 
should  admit  or  deny  specifically  and  in  detail  each  material  allegation 
of  the  pleading  answered. 

The  object  of  those  who  have  called  the  attention  of  Mr. 
Hall  to  the  matter  is  to  discourage  the  filing  of  stereotyped 
answers,  which  give  the  complainants  no  information  as  to  the 
line  of  defense  that  will  be  made  by  the  Director-General.  When 
the  answers  are  stereotyped,  the  complainant  proceeds  to  the 
hearing  without  any  knowledge  as  to  the  character  of  testimony 
he  should  be  prepared  to  introduce  to  controvert  the  defense. 
The  complainant  Is  compelled,  under  the  rules  of  the  Commis- 
sion, to  make  his  averments  specific  enough  to  enable  the  Direc- 
tor-General to  know  what  is  laid  against  him.  The  rule  of  the 
Commission  is  intended  to  develop  the  defense  of  the  carrier  to 
a  point  where  the  issues  will  be  so  clearly  defined  that  the  time 
of  neither  the  complainant  nor  that  of  the  Commission's  examiner 
will  be  used  in  listening  to  testimony  about  points  that  are  not 
in  dispute. 


nance  such  purchases  already  possess  an  adequate  number  of      over  the  law  work  of  the  Commission  and  the  practice  before  it, 

coal  cars  to  care  for  the  needs  of  their  own  patrons,  and  they «~  .._ .  ,-,  **. 

could  not  reasonably  be  required  by  the  commission  to  purchase 
additional  cars  to  take  care  of  the  traffic  of  other  lines. 

"4.  It  may  be  urged  that  the  interstate  commerce  act 
now  contains  'ample  provisions  to  permit  the  Commission 
or  the  carrier  to  institute  lower  summer  freight  rates  for  coal. 
The  conclusive  answer  to  this  contention  is  that,  during  the 
many  years  that  the  same  provisions  have  been  law,  this  prac- 
tice has  never  been  introduced.  The  Commission  does  not  be- 
lieve that  it  possesses  the  power  to  require  the  establishment 
of  such  seasonal  rates  on  coal.  It  has  never  attempted  to  exer- 
cise this  power,  and  its  chairman  states  that  it  does  not  con- 
template doing  so  in  the  future  in  the  absence  of  further  legis- 
lation. The  Commission  assumes  that,  in  prescribing  rates  and 
practices,  it  is  not  empowered  to  initiate  new  systems  of  rate 
making,  designed  principally  to  remedy  generally  economic  sit- 
uations. It  feels  that  this  should  be  the  subject  of  specific  legis- 
lative authorization. 

"While  a  considerable  number  of  coal  operators  appeared 
at  the  hearings  and  testified  against  the  proposed  legislation, 
the  opposition  of  the  operations  was  by  no  means  unanimous. 
One  of  the  most  earnest  advocates  of  this  legislation  is  Mr. 
Eugene  McAuliffe,  of  St.  Louis,  Mo.,  a  gentleman  who  is  inter- 
ested in  various  coal  mines  and  public  utilities,  and  who  has 
had  many  years  of  experience  in  connection  with  the  operation 
of  railroads.  Most  of  the  operators  who  opposed  the  legislation 
founded  their  objections  on  local  considerations  peculiar  to 
their  own  properties  in  relation  to  the  charges  in  rates  proposed 
In  this  legislation.  For  example,  certain  operators  whose  coal 
is  of  such  inferior  quality  that  it  will  not  store  satisfactorily, 
feared  the  introduction  of  rates  which  will  encourage  the  stor- 
age of  the  coal  produced  by  their  competitors.  The  subcommittee 
feels,  however,  that  legislation  which  will  result  in  incalculable 
benefit  for  the  whole  public,  and  which  will  entail  but  slight  dis- 
advantages for  the  great  majority  of  mine  operators,  should  not 
be  denied  approval  because  it  may  b6  injurious  to  the  interests 
of  isolated  coal  operators. 

"The  committee  realizes,  of  course,  that  the  feasibility  and 
effectiveness  of  the  proposed  legislation  depends  very  largely 
upon  the  practicability  of  storing  coal  in  large  and  small  quan- 
tities. It  therefore  solicited  and  received  a  large  amount  of 
testimony  from  such  experts  as  George  Otis  Smith,  Director  of 
the  Geological  Survey,  various  coal  operators,  and  from  coal 
dealers  on  this  point.  As  a  result  of  this  testimony  and  from 
information  secured  through  correspondence,  the  committee  en- 
tertains no  doubt  whatever  but  what  practically  every  kind  of 
coal  mined  in  the  United  States  can  be  stored  safely,  conve- 
niently, and  cheaply.  The  tonnage  of  coal  produced  which  can 
not  be  stored  satisfactorily  is  almost  negligible.  The  commit- 
tee is  of  the  opinion  that  most  of  the  testimony  advanced  to 
cast  a  doubt  on  the  feasibility  of  storing  coal  is  based  almost 
uniformly  on  a  disinclination  to  change  the  present  hand-to- 
mouth  policy  under  which  the  country  now  obtains  its  coal, 
scarcely  knowing  one  day  whether  the  next  day's  supply  of  coal 
will  be  available  or  not.  It  feels  that  this  ultraconservative 
attitude,  in  the  face  of  constantly  recurring  coal  famines,  bring- 
ing unemployment  and  possible  starvation  in  their  wake,  is  en- 
tirely unwarranted." 

The  Frelinghuysen  seasonal  coal  rate  bill,  as  revised  and 
approved  by  the  Senate  interstate  commerce  committee,  follows: 

That  Section  15a  of  the  Interstate  Commerce  Act  be  amended  by 
adding  a  new  paragraph  (19)  at  the  end  thereof,  as  follows,  to-wit: 

(19)  In  order  to  promote  continuous  operation  of  coal  mines. 
steady  employment  of  coal  miners,  and  economical  use  of  facilities  for 
distribution  of  coal,  the  Commission  is  hereby  authorized  to  initiate, 
establish,  approve,  or  adjust  rates  for  the  transportation  of  coal  dur- 
ing specified  seasons  or  periods  which  shall  be  greater  or  less  than 
the  rates  for  other  specified  seasons  or  periods,  but  which  in  the 
judgment  of  the  Commission  will  yield  as  nearly  as  may  be  the  same 
annual  revenue  for  like  movement  as  rates  without  seasonal  varia- 
tion, to  he  maintained  by  carriers  as  a  whole  or  as  a  whole  in  each 
of  such  coal  rate  groups  or  territories  as  the  Commission  may  from 
time  to  time  designate  for  that  pxirpose,  or  by  such  carrier  or  car- 
riers as  the  Commission  may  designate.  The  term  "coal"  shall 
include  anthracite  and  bituminous  coal,  lignite,  coke,  including  petro- 
leum coke,  and  briquettes  and  boulets  made  from  anthracite  and 
bituminous  coal  and  from  coke.  Whenever  the  Commission  Is  of 
opinion  that  an  emergency  affecting  the  transportation  of  coal  and 
requiring  immediate  action  exists  In  any  section  of  the  country  the 
Commission  shall  have,  and  Is  hereby  given,  authority,  either  upon 
complaint  or  upon  Its  own  initiative  without  complaint,  at  once  if  it 
no  orders  without  answer  or  other  formal  pleading  by  the  Interested 
carrier  or  carriers,  to  suspend  the  operation  of  any  schedule  In  so  far 
a»  It  affects  coal  rates,  whether  seasonal  or  not.  upon  filing  with  such 
schedule  and  delivering  to  the  carrier  or  carriers  affected  thereby  a 
statement  In  writing  of  Its  reasons  for  surli  suspension,  and  defer  the 
use  of  such  coal  rates,  and  to  Initiate  in  lieu  thereof  such  seasonal 
rates  for  the  transportation  of  coal  «t>  in  its  Judgment  the  emergency 
y  require.  The  Commission  shall  thereupon  enter  upon  a  hearing 
concerning  the  lawfulnes«  of  the  schedule,  the  operadon  of  which  had 
been  so  suspended,  and  the  proceedings  thereon  shall  he  the  same  as 
nearly  as  may  he  «s  those  provided  in  naragraph  (7)  of  section  15 

hlng  contained  In  this  paragraph  shall  he  construed  as  repealing 


RATES  ON  ROCK  OR  SHALE  DUST 

The  rate  of  $1  a  ton  on  rock  dust  between  West  Frankfort 
and  Christopher  and  Sessor,  111.,  is  excessive  and  unreasonable, 
according  to  H.  J.  Trossen,  who  testified  for  the  complainants  at 
the  hearing  on  docket  No.  12346,  Old  Ben  Coal  Corporation  vs. 
C.  B.  &  Q.  and  Director-General,  before  Examiner  Money  in  Chi- 
cago, May  14.  Mr.  Trossen,  traffic  manager  for  the  coal  company, 
said  he  thought  a  rate  of  60  cents  to  Christopher  and  70  cents 
to  Sessor  was  sufficient  and  that  the  Commission  should  award 
reparation  on  that  basis  on  the  84  carloads  of  this  material 
which  moved  between  December  31,  1918,  and  February  29,  1920. 

Mr.  Trossen  introduced  a  sample  of  the  material  which,  he 
said,  consisted  of  pulverized  waste  stone  and  rock  removed  from 
the  coal  mines  at  the  time  the  coal  is  mined.  This,  he  said,  was 
ground  in  the  crusher  at  the  complainant's  mine  at  West  Frank- 
fort and  shipped  to  the  other  mines  to  be  used  as  a  safety  pre- 
caution. The  dust  is  suspended  in  troughs  from  the  ceilings  of 
the  mine  leads,  an  explosion  upsetting  the  troughs  and  filling  the 
air  with  the  rock  dust  which  prevents  the  spread  of  any  con- 
flagration. 

The  position  of  the  complainants  was  that,  in  the  absence  of 
a  specific  rate  on  this  commodity,  the  rate  on  crushed  stone, 
which  applies  to  agricultural  limestone,  should  have  been  applied. 
The  $1  rate,  the  witness  said,  was  the  full  10  class  rate.  Ralph 
Merriam,  attorney  for  the  complainant,  introduced  exhibits  to 
show  that  where  rates  on  rock  dust  were  published  they  coin- 
cided with  the  rates  on  crushed  stone. 

Royal  McKenna,  appearing  for  the  Director-General,  took 
the  position  that  the  material  was  in  reality  slate  dust  and  that, 
as  such,  it  should  have  taken  the  10  class  rate  specifically  pro- 
vided for  this  material  in  the  C.  B.  &  Q.  tariffs.  Since,  under 
General  Order  No.  28,  5  cents  per  hundredweight  was  specified 
as  the  minimum  10  class  rate,  |1  per  ton  was  not,  in  his  estima- 
tion, excessive. 


WESTERN   ALLEGHENY  NOTES 

In  Finance  Docket  No.  1190  the  Commission  has  authorized 
the  Western  Allegheny  to  issue  $100,000  worth  of  demand 
promissory  notes  to  cover  certain  obligations  and  to  provide 
funds  for  the  maintenance  of  service  as  necessity  may  require. 
The  operations  of  the  company  have  been  continued  with  an- 
nual deficits  for  several  years  and  its  earnings  are  not  suffi- 
cient now  to  earn  operating  expenses  and  pay  interest  on  its 
indebtedness.  Efforts  are  being  made  to  sell  or  lease  the  rail- 
road. In  order  that  the  line  may  be  kept  in  operation  until 
such  sale  or  lease  can  be  made,  the  company  says  it  will  be 
necessary  for  it  to  borrow  money.  The  applicant  serves  in- 
dustries and  coal  companies  in  western  Pennsylvania  not  re- 
ceiving other  railway  service. 


May  lil,   lltl'l 
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EXPRESS  COMPANY  POSTAL  NOTICES 

Editor  The  Traffic  World: 

In  your  March  26  issue  you  published  a  letter  from  A.  J. 
Kruse,  General  Electric  Company,  Fort  Wayne,  Ind.,  relative  to 
rxpress  agents  failing  to  show  complete  information  on  postal 
card  notices  of  "on  hand"  express  shipments,  and  in  the  April 
23  issue  E.  A.  Stedman,  vice-president,  American  Railway  Ex- 
press Company,  stated  that  the  express  company  rules  are 
specific  in  regard  to  such  matters. 

We  have  also  found  in  many  instances  where  the  "on  hand" 
clerk  failed  to  show  necessary  data  on  such  notices  to  us. 

A  post  card  received  today  from  the  "on  hand"  clerk,  Amer- 
ican Railway  Express  Company,  37  Avenue  C,  Newark,  N.  J., 
reads  as  follows:  "We  have  received  to  your  address,  and  hold 
at  your  risk  one  box,  37  Avenue  C,  Newark,  N.  J.,  total  to  pay, 
$1.17."  This  card  is  addressed  to  us  at  55-57  East  Park  Street, 
New  York,  N.  Y.,  although  we  have  no  such  address  in  New 
York  City.  The  card  is  dated  May  12,  and  bears  No.  P-4897. 
There  is  absolutely  nothing  on  the  card  to  enable  us  to  determine 
if  we  are  actually  interested,  either  as  the  consignors  or  con- 
signees, so  we  will  have  to  ask  the  clerk  for  further  information, 
causing  an  avoidable  delay  of  disposal  orders. 

Pyrene  Mfg.  Co.,  Inc., 
Wm.  W.  Pierce,  Traffic  Manager. 

New  York,  N.  Y.,  May  13,  1921. 


TARIFF  DISTRIBUTION  WASTE 

Editor  The  Traffic  World: 

I  have  lately  noticed  articles  in  your  magazine  which  touch 
on  economy  plans  for  the  railroads,  and  it  occurs  to  me  that 
1  can  add  one  to  the  list.  The  ones  mentioned  in  your  daily  of 
May  11  (Traffic  World,  May  14)  concern  largely  the  operating 
departments  while  mine  has  to  do  with  the  distribution  of  tariffs 
and  supplements. 

I  am  sure  it  is  common  knowledge  that  the  distribution  of 
tariffs  is  abused  by  both  carriers  and  the  public;  the  carriers 
in  their  generosity,  and  partly  influenced  by  competition,  have 
overdone  a  practice  which  will  be  difficult  to  do  away  with,  and 
which  has  acted  as  a  boomerang  in  that  it  helps  in  a  consider- 
able measure  to  influence  a  high  level  of  rates. 

There  are  thousands  of  so-called  traffic  managers  of  firms 
who  do  not  quote  their  rates  nor  use  their  tariffs,  but  depend 
on  the  carriers  or  traffic  bureau  of  organizations  of  which  they 
may  be  members.  Therefore,  such  firms  should  not  be  supplied 
with  tariffs,  thus  eliminating  expense  of  postage,  printing  and 
help.  Firms  that  make  use  of  only  certain  tariffs  would  be 
interested  enough  to  be  put  on  the  mailing  lists.  Tariff  bureaus 
should  voluntarily  inform  the  carriers  of  such  issues  as  might 
be  well  dispensed  with,  materially  reducing  attendant  expense. 

As  to  the  mailing  departments  of  the  carriers'  tariff  bureaus, 
I  feel  they  should  under  present  conditions,  invite  and  welcome 
a  friendly  and  constructive  criticism  if  same  has  merit.  We 
are  sympathetic  and  greatly  interested  in  the  welfare  of  the 
transportation  systems,  and  take  a  broad  view  of  the  perplexing 
problems  confronting  them;  also  the  effect  upon  us  of  such 
conditions.  I  agree  that  it  would  bolster  up  some  industry  if 
rates  were  reduced,  but  do  not  blindly  cry  for  reductions  as  do 
some  of  the  impulsive  and  ill-informed  petitioners  before  the 
Commission.  So,  if  we  are  able  to  point  out  to  the  carriers  a 
place  where  they  can  cut  expenses,  we  will  have  accomplished 
a  duty. 

I  have  kept  a  check  at  times  of  receipts  of  tariffs  and  supple- 
ments, especially  those  of  the  blanket  variety  of  the  special 
minimum  weight  supplements  issued  the  past  year  or  so.  Now, 
from  one  road  in  one  day  on  different  mails,  I  received  fourteen 
envelopes  carrying  one  cent  postage,  each  containing  one  supple- 
ment of  the  same  kind.  On  the  next  day  from  this  same  road, 
I  received  five  more  supplements  identically  the  same  and  in 
separate  envelopes.  I  required  but  two  supplements,  both  of 
which  could  have  been  sent  in  one  envelope  for  one  cent.  Other 
instances  in  a  less  glaring  degree  have  occurred,  and  one  other 
case  which  is  worse  by  eight  envelopes  than  the  one  above  cited. 

Assuming  that  mine  was  not  the  only  instance,  but  that 
this  evil  might  be  general,  who  can  estimate  the  frightful  waste 
daily?  The  same  is  true  in  less  degree  of  the  more  expensive 
tariff  issues.  These  are  unusual  instances  I  agree,  but,  with- 
out doubt,  they  occur  throughout  the  country;  it  is  possible  the 
distribution  is  more  rigidly  policed  with  some  lines  than  others, 
but  they  are  not  usually  so  strict  as  the  tariff  agents  are.  I 


know  of  tarlffn  being  sent  for  a  year  or  more  to  flrniH  whl'-h 
were  out  of  business,  which  IB  a  clear  Indication  of  non-check 
of  mailing  lists.  Surely  this  tariff  department  Is  Important 
enough  to  demand  some  attention  and  a  general  tightening  up. 
A  close  check  of  such  lists  by  the  questionnaire  plan,  together 
with  a  general  overhauling  of  the  mailing  and  distributing  force 
would  disclose  a  woeful  waste  for  which  the  shippers  and  car- 
riers are  alike  to  blame.  I  will  say  that  In  response  to  certain 
queries  of  carriers,  I  have  reduced  my  files  with  the  Idea  of  as- 
sisting carriers  to  eliminate  unnecessary  expense  for  which  we 
are  all  paying,  but  this  has  been  only  partly  successful  as  I  con- 
tinued to  receive  tariffs  I  did  not  absolutely  need  and  which 
I  ordered  discontinued. 

It  seems,  then,  that  there  is  room  for  Improvement  in  that 
particular  branch  of  the  railroad  business.  I  Imagine  It  Is  true 
that  good  judgment  has  not  been  exercised  in  the  employment 
of  help  In  such  departments,  as  it,  is  left  largely  to  youthful 
chaps  who  have  not  at  heart  the  best  interest  of  their  employer, 
and  who  waste  daily  more  than  their  wage,  in  a  wasteful  and 
senseless  distribution  of  publications.  Such  youthful  men  in  so 
important  a  duty  are  prone  to  discharge  their  duties  as  does  the 
small  boy  who  passes  handbills — he  chucks  here  and  there  a 
handful  to  hurry  up  the  job.  This  is  a  very  expensive  leak  and 
contributes  to  the  overhead  expense  which  sets  the  measure  of 
the  rates  on  a  percentage  earning  basis,  and  it  is  not  an  in- 
significant factor  either. 

I  am  not  an  advocate  at  this  time  of  charging  for  the  car- 
riers' schedules,  nor  for  the  agency  tariff  plan;  I  admit  the 
distribution  is  more  strictly  watched  by  agents,  but  it  would 
be  entirely  possible  for  the  roads  individually  as  effectively  to 
police  their  mailing.  The  public  is  being  asked  for  co-operation 
and  support,  and  we  have  responded  in  various  ways;  and  our 
interest  in  the  welfare  of  the  carriers  is  such  that  what  I  have 
said  should  not  be  deemed  critical,  but  rather  as  a  friendly 
and  interested  suggestion. 

To  those  familiar  with  the  transportation  act,  as  well  as  the 
conditions  under  which  the  railroads  and  the  Commission  are 
trying  to  function,  it  must  be  clear  that  the  appalling  overhead 
expense  must  be  greatly  reduced  before  we  can  look  for  a  gen- 
eral reduction  in  rates,  to  be  granted  under  the  same  law  which 
increased  them.  Then  it  should  appear  to  the  carriers  that  a 
general  investigation  of  their  tariff  departments  will  disclose 
leaks  of  a  serious  nature  that  call  for  drastic  action  to  bring 
about  economical  and  efficient  distribution  of  tariff  publications. 
This  will  result  in  a  great  money  saving,  and  be  a  step  toward 
putting  the  department  on  a  safe,  sane  and  strictly  business- 
house  basis.  An  aggregate  of  little  leaks  is  disastrous,  so  "take 
care  of  the  pennies  and  the  dollars  will  take  care  of  themselves." 
The  idea  of  service  to  the  public,  by  being  wasteful!}-  practiced. 
has  nullified  itself,  and  must  be  summarily  corrected. 

So,  as  a  small  stockholder  in  a  huge  corporation,  as  it  .were, 
composed  of  shippers,  receivers,  and  the  carriers  as  directors, 
I  hope  I  have  indicated  to  them  a  channel  to  economy  which 
can  be  opened  up  immediately  to  our  mutual  advantage.  Con- 
scientiously followed,  this  suggestion  will  aid  in  curtailing  ex- 
pense, and  this,  coupled  up  with  the  other  major  economies 
which  must  and  will  be  effected,  will  tend  to  bring  about  the 
well-balanced  status  which  we  all  desire  to  attain. 

The  particular  instances  of  waste  mentioned  by  me  might 
have  been  put  before  the  individual  lines'  tariff  department  head 
and  my  motive  misunderstood — an  $87.50  incompetent  discharged 
— and  the  incident  closed.  But  this  is  altogether  too  important 
a  matter  to  be  so  handled;  therefore,  it  is  with  the  proper  in- 
terest and  kindliest  feeling  that  I  put  this  subject  before  you. 
I  have  never  seen  this  subject  discussed,  and  as  I  am  putting 
this  information  in  the  hands  of  a  progressive  railroad  official, 
the  future  will  determine  if  this  is  a  "dud"  or  not. 

L.   E.   Banta,  Traffic  Manager. 
Indianapolis  Board   of  Trade. 

Indianapolis,   Ind.,  May   13,   1921. 


FREE  TRANSPORTATION 

Editor  The  Traffic  World: 

As  you  seem  glad  to  receive  criticism,  the  writer  has  a  small 
portion  to  offer  on  your  editorial  of  May  7.  As  an  ex-railroad 
agent  and  with  fourteen  years  railroad  experience,  I  believe 
that  the  resolution  adopted  by  the  stockholders  of  the  Boston 
&  Maine  is  wrong  insofar  as  it  entirely  denies  free  transporta- 
tion to  employes  except  on  business.  This  policy.  If  universally 
adopted,  would  create  bitter  dissatisfaction  and  upset  the  morale 
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of  the  employes,  especially  the  old  "standbys."  In  the  various 
freight  and  passenger  department  offices,  even  since  the  last 
increase,  the  old  employes  are  not  overpaid  for  their  services, 
and  in  this  respect  I  refer  primarily  to  the  seasoned  and  efficient 
railroader,  and  to  bring  this  resolution  into  force  at  this  time, 
would,  I  believe,  be  a  serious  mistake.  I  agree  there  is  room 
for  modification  in  the  system  of  issuing  passes,  and  that  under 
existing  conditions  certain  limitations  should  be  made.  I  also 
agree  with  you  that  the  system  has  been  abused  (there  was  never 
anything  good  adopted  that  was  not  abused  to  a  certain  extent) 
but  to  establish  such  a  precedent  would  leave  absolutely  no  in- 
centive for  persons  to  enter  the  railroad  field  in  the  future.  The 
principal  English  roads,  and  I  think  some  Canadian  roads,  have 
a  system  of  granting  free  and  reduced  fare  transportation  to 
their  employes  which  provides  for  a  limited  number  of  passes 
for  the  employes,  and  immediate  members  of  his  family.  Some 
years  ago  on  the  English  roads  the  limit  was  twelve  local  free 
passes  per  year  for  each  employe,  and  in  cases  of  married  per- 
sons with  families,  six  local  passes  for  wife  and  children,  and 
one  or  two  foreign  road  passes,  provided  that  the  dependents 
were  not  employed  and  earning  money  enough  to  take  them 
out  of  the  class  of  dependents. 

The  reduced  fare  or  "privilege  ticket"  was  granted  wilhout 
limitation  and  issued  in  two  series,  local  and  interchange,  the 
amount  charged  being  on  a  basis  of  half  of  the  one  way  fare 
for  the  round  trip,  subject  of  course,  to  the  same  provision  as 
in  the  free  passes. 

Season  or  card  passes  were  also  issued  to  employes  only  re- 
siding in  suburban  places,  in  the  same  manner  as  granted  by 
most  of  the  roads  here,  and  to  eliminate  this  practice  would,  in 
many  cases,  result  in  hardship,  if  it  is  intended  to  include  this 
kind  of  pass  in  the  resolution. 

The  system  outlined  above,  or  a  similar  one,  could  be  adopted 
here  with  little  or  no  difficulty,  and  be  the  medium  by  which  the 
entire  elimination  of  passes  could  be  avoided.  It's  all  very  well 
for  a  non-employe  to  advocate  this  resolution,  but  it  would  be 
altogether  different  if  he  were  in  the  harness.  The  writer  is 
not  in  any  manner  affected  by  this  resolution,  but  feels  perfectly 
sure  that  such  a  step  if  taken  by  the  Boston  &  Maine,  or  any 
other  railroad  would  tend  to  depreciate  the  loyalty  and  effi- 
ciency of  the  employes.  I  wonder  if  the  B.  &  M.  stockholders 
ntend  to  include  their  superintendents  and  others  in  official 
rapacity,  in  their  resolution,  as  they  are  in  railroad  service  and 
therefore,  technically  "employes."  If  otherwise  exception  is 
made  in  their  cases  when  traveling  on  other  than  official  busi- 
ness, it  will  be  discriminating  against  those  holding  minor  posi- 
tions. 

A  genius  has  said:  "If  a  thing  is  not  fair,  it's  not  right 
and  if  it's  not  right,  it's  wrong,"  and  this  is  exactly  my  senti- 
ment in  regard  to  this  resolution 

Niagara  Falls,  N.  Y.,  May  23,  1921.  B.  Scrivener. 

*iJn  th.'i?'  n?  ln.most  things,  there  is  room  for  argument,  but  isn't  it 
no  in  V"1'  f?r  t0  Say  that  to  abolish  Pa^es  would  leave  "absolutely 
Tram  w  fd  Persons  to  enter  the  railroad  field?"— Editor  The 


RATES  ON  FRUITS  AND  VEGETABLES 

Editor  The  Traffic  World: 

We  have  read  with    interest    your    various    editorials    and 

•s  on  the  subject  of  freight  rates,  especially  as  applicable 

V/l.d  ,v!ptables-     You  are  evidently  fully  confirmed  in 

that  the  railroads  are  not  in  position  to  afford  relief 

iting  expenses   are  appreciably   reduced 

f  "°ticV7tl!la»Ve,Ca.pitalized  the  8tatement' of  Chairman 
to  the  effect  that  statistics  show  that  the  volume  of  perish- 
traffic  is  equal  to  that  of  previous  years,  and  that,  there- 
rates  are  evidently  right  or  the  traffic  would  not  move 

h?  narwaUelmPKirV°  make  U  appear  that  the  sPrea<l  between 
d  by  the  consumer  and  price  paid  to  the  producer 
Is  due  to  profiteering,  and  not  because  of  the  freight  rates 

position   is   highly   theoretical   and   at   the  same   time 

idictory.     It  is  true  that  perishable  traffic  is  the  only  class 

traffic  moving  in   normal   volume,   and,   in   our  opinion    the 

best  revenue  producer  for  the  carriers  today      The  carriers  are 

jealously  guarding  this  revenue  and  showing  absolutely  no  dis 

position   to   reduce   rates   on    perishables.     However    they   have 

oPnerlshab to?  £**  °f  ?'..'•?  that  Pr°ducers  and 'distributors 
ishables  are  merely  "salvaging"  and  not  marketing     The 

??h  iw*  P,reSCnt  rate"  wil1  *  8hown  in  an  emphasized  man- 
Th. v  *  ,n  lmm*  "uxt  year  if  an  earlv  reduction  is  not  made 
They  will  kill  the  hen  that  laid  the  golden  egg 

Chairman  Clark   and    Herbert  Hoover  have  both   gone  on 

record   with  the  statement   that  the   horizontal  advances  have 

destroyed  rate  relationships.     Perishable  food  BtnflTbSS,  bulk 

a  weight,  but  comparatively  small  value.     The  rates  must  be 

sh  !!Stl,In  keeP'ng  Wlth  tne  ^^mental  principles  of  Son 
.hips  between   commodities   and   communities 

16  cabbage  in  Texas  and  $140  in  Chicago"  is  a  specious 
totally   misleading   argument.     Yes,    you   actually   can    nav 

ce  ,you  !Ti8h  for  cabbage  if  y°u  *ns  *  oncarnadpag 

glass  delicatessen   store.     What  about  our  oh! 


friends  down  the  street,  who  have  been  retailing  cabbage  at 
three  and  four  pounds  for  a  dime,  and  all  bad  leaves  trimmed 
off?  These  railroad  employes  really  should  go  out  and  shop  a 
bit— cabbage  tastes  as  good  at  3  cents  per  pound  as  it  does  at 
7  cents. 

Why  cabbage?  Has  no  one  tried  to  buy  potatoes?  You 
can  pay  60  cents  a  peck  if  you  are  railroad  men — 25  cents  or 
30  cents  if  just  one  of  the  common  run.  And  those  redolent 
onions!  If  you  order  a  quarter  of  a  peck  over  the  telephone 
delivered  by  auto — they  are  about  a  nickel  a  whiff:  if  you  don't 
work  for  the  railroad,  you  can  get  a  hat  full  for  a  dime. 

The  Food  Administration  made  a  complete  survey  of  the 
wholesale  trade.  In  1919  it  issued  its  report  and  stated  that  the 
average  wholesale  jobber  and  commission  receiver's  profit  was 
10  per  cent  and  his  average  net  profit  2  per  cent.  The  producer 
is  interested  only  in  the  wholesale  prices,  on  which  he  receives 
his  return.  Any  other  basis  of  figuring  is  irrelevant  and  totally 
misleading,  and  we  think  the  carriers,  in  endeavoring  to  use 
that  argument,  are  libeling  the  people  who  are  now  their  best 
customers.  The  spread  between  the  wholesale  and  retail  prices 
has  wide  variations,  as  the  factors  of  service,  credits,  and  many 
other  features  determine  the  nature  and  extent  of  that  spread. 
Here  in  Pittsburgh,  thousands  of  dollars  have  been  spent  by 
the  state  and  city  in  developing  centrally  located  public  markets, 
and  with  the  hearty  co-operation  of  the  wholesale  produce  trade. 
The  markets  were  first  class  and  facilities  ideal,  but  they  died 
of  inanition.  The  people  simply  would  not  patronize  them  as  they 
preferred  the  telephone  delivery  service  offered  by  the  corner 
grocer. 

We  dislike  to  differ  with  such  eminent  gentlemen  as  Edgar 
E.  Clark,  George  B.  McGinty  and  the  editor  of  The  Traffic  World, 
but  your  statements  are  not  supported  by  facts.  You  might  as 
well  attempt  to  compare  the  difference  between  the  cost  of 
rough  ore  in  Michigan  and  finished  tooled  steel.  The  orange 
on  the  tree  in  California  goes  through  many  and  devious  pro- 
cesses before  reaching  the  breakfast  table.  Picked  with  gloves, 
cleaned,  wrapped,  assorted,  packed  in  a  white  wood  box,  pre- 
cooled,  loaded  and  braced  in  a  refrigerator  car,  carried  across 
the  continent,  distributed  by  the  wholesalers  and  carted  by  them 
across  the  city  to  the  retailers  and  then  placed  on  the  break- 
fast table  for  the  large  and  munificent  sum  of  2  to  8  cents  each, 
depending  on  size  and  variety. 

Referring  to  cabbage  (we  thought  the  cabbage  eaters  were 
mostly  in  Russia,  but  the  railroad  economic  (?)  experts  evi- 
dently have  decided  in  favor  of  good  old  U.  S.  A.) :  You  have 
overlooked  the  facts  that  Texas  cabbage  moves  in  competition 
with  the  fall  storage  crops  of  the  North.  Ordinarily,  Southern 
cabbage  brings  a  premium  price  because  of  its  newness,  green 
color,  crispness,  etc.,  which  premium  offsets  normal  differences 
of  freight.  This  season,  however,  Southern  producers  were  un- 
able to  pay  freights  of  $35  to  $60  per  ton  and  meet  this  com- 
petition. We  know  of  hundreds  of  cars  of  cabbage,  also  pota- 
toes, onions,  and  other  vegetables  which  were  never  removed 
from  the  fields  because  of  the  excessive  freight  rates. 

We  agree  with  you  that  horizontal  reductions  are  impossible 
You  know  rates  on  some  commodities  are  actually  too  low.  You 
also  know  that  rates  on  other  commodities  are  higher  than  the 
traffic  will  bear.  You  know,  or  should  know,  that  more  traffic 
would  be  moved  if  rates  were  adjusted  properly.  You  insist  that 
reduction  of  freight  rates  would  not  improve  general  business 
conditions  one  iota,  but  you  can't  prove  it,  and  the  facts  are 
against  you. 

You  claim  you  are  a  "working  tool  for  traffic  men,  both  in- 
dustrial and  railroad."  Tools  are  used  in  a  constructive  man- 
ner. Get  your  gimlet  out  and  bore  away  along  constructive 
lines  It  behooves  you  to  plead  for  readjustment  of  rates,  up 
and  down,  in  keeping  with  the  fundamentals  of  rate  and  classifi- 
cation construction  and  relationships. 

Briefly,  the  carriers  must  get  down  to  the  salient  points  at 
issue.  The  rates  on  fruits  and  vegetables  are  uniformly  more 
than  the  traffic  will  bear.  Unless  there  is  an  early  readjustment 
rates,  there  will  be  a  rapidly  diminishing  volume  of  perish- 
able traffic  resulting  in  restricted  revenues  to  the  carriers  and 
augmented  prices  to  the  consumer. 

Albert  M.   Travis   Company, 
George  Lafbury,  Secy-Treas. 

Pittsburgh,   Pa.,   May   13,   1921. 
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t     H.     A.     Worthlngton.    of    the    (*.     I.     &      \\ 
tin'  hullumipolli  Trulllv  Club.   Muy   12.  i 


Among  other  things,  Webster  (It-tines  "Club"  as  "a  cudgel." 
"Cudgel,"  he  says,  is  a  club.  He  also  says  a  club  Is  a  crooked 
start,  with  a  heavy  head,  for  driving  the  ball  In  golf. 

Now,  I  dislike  to  take  issue  with  so  eminent  an  authority 
as  Mr.  Webster  —  particularly  since  he  is  dead,  and,  therefore, 
could  not  reasonably  be  expected  to  be  here  to  defend  himself. 
I  dislike  also  to  think  of  the  traffic  club  as  a  "crooked  staff 
with  a  heavy  head."  The  traffic  club  may  be  crooked—  I  will 
admit  that  —  but,  so  far  as  the  "heavy  head"  is  concerned,  I  shall 
have  to  withhold  judgment.  I  am  In  about  the  same  dilemma  as 
the  Irish  woman  who,  upon  being  asked  to  testify  in  regard  to 
the  "truth  and  veracity  of  the  defendant"—  a  neighbor  —  replied: 
"Oh,  she  is  a  truthful  woman,  your  honor;  she  is  a  truthful 
woman;  I  will  say  that;  but  as  for  the  other  thing,  indeed,  I 
don't  know.  Some  say  she  do  and  some  say  she  don't." 

One  thing,  however,  is  sure.  A  club  is  not  a  "bundle  of 
sticks."  Club  seems  to  imply  a  driving  power.  Something  to 
start  things  going.  A  dynamic  force.  And,  while  Mr.  Webster 
does  not  say  much  about  it,  I  presume  he  was  a  pretty  busy 
man  when  he  wrote  the  dictionary  and  possibly  did  not  think  — 
possibly  did  not  know  much  about  the  dynamics  of  modern 
traffic  clubs.  Surely,  were  he  living  today,  he  would  be  much 
impressed  with  the  activities  displayed  when  the  traffic  club 
gets  to  poking  around  in  rates  and  classifications,  rules  and 
conditions.  No  doubt  he  would  have  written  a  whole  chapter 
about  it.  The  traffic  club  has  certainly  started  the  ball  rolling 
on  more  than  one  occasion. 

Personally,  I  like  to  think  of  the  traffic  club  as  an  active 
principle  in  business  affairs;  a  real  dynamic  force,  with  definite 
purposes,  and  with  the  staying  power  and  lasting  strength 
worthy  of  its  name.  I  cannot  conceive  that  the  traffic  club  is 
a  misnomer.  I  much  prefer  the  thought  that  you  are  here  today 
to  collect  your  forces  and  direct  them  straight  to  the  objective; 
and,  with  this  thought  uppermost  in  mind,  I  am  only  too  glad 
to  contribute  my  humble  thought,  for  I  realize  that  the  objective 
of  your  meeting  here  today  is  none  other  than  the  objective 
that  every  other  right-minded  citizen  should  strive  for  —  first, 
a  true  conception  of  mutual  needs,  and,  second,  ways  and  means 
by  which  these  needs  may  be  met  most  speedily  and  most  effi- 
caciously. 

As  a  body,  your  great  advantage  lies  in  organized,  cumu- 
lative thought,  and  concentrated  and  well-directed  power  —  the 
"open  sesame"  to  treasure  untold.  But  with  all  your  inherent 
strength,  the  virtue  of  true  humility  —  voluntary  service  —  is  the 
active  principle  of  life,  the  soul  of  your  being.  Without  it,  your 
traffic  body  may  function  mechanically  for  a  period;  eventually 
and  inevitably,  mechanically,  it  must  fail.  Voluntary  service, 
however  altruistic  it  may  seem,  is  really  the  sustaining  prin- 
ciple of  civilization.  What,  perforce,  we  must  do,  does  not 
measure  human  progress.  Our  penal  institutions  are  material 
exemplifications  of  what  human  beings  must  do  for  the  protec- 
tion and  betterment  of  society,  lamentable  though  the  thought 
may  be.  But  history  is  replete  with  the  laudations  of  the  hu- 
man race  for  the  small  minority  that  seized  the  spirit  and  became 
imbued  with  the  will  to  do.  Without  that  incentive,  Washington, 
Lincoln,  Roosevelt,  would  never  have  ventured  from  the  ranks 
of  mediocrity. 

The  world  war,  by  a  contrast  singularly  marked,  brought 
to  prominent  notice  the  selfish  aspirations  of  the  old  world,  al- 
most to  the  man.  The  spirit  of  co-operative  helpfulness  that 
scorned  indemnity,  was  purely  American.  It  was  something  new 
to  the  old  world.  Something  wonderful.  Something  strangely 
inspirational.  Little  wonder  that  the  Stars  and  Stripes  means 
so  much  to  the  foreign  mind.  Yet,  shorn  of  technical  verbiage 
and  high-brow  definitions,  all  that  was  done  by  us,  all  that  we 
might  have  hoped  to  do  in  the  great  war,  was  the  direct  result 
of  co-ordinated  thought  and  co-operative  action  —  the  recognition 
of  inter-dependence  as  allied  nations,  inter-dependence  as  sov- 
ereign states,  inter-dependence  as  individual  citizens;  I  might 
add,  the  inter-dependence  of  wealth,  labor  and  industry;  an 
inter-dependence  that  comprehends  all,  not  excluding  even  life 
or  death;  an  inter-dependence  that  demanded  the  complete 
abnegation  of  selfish  motives;  call  it  altruism,  if  you  wish;  it 
is,  in  fact,  an  economic  principle  upon  which  and  by  which  our 
nation  is  sustained. 

The  world  war  upset  many  fancied  economic  theories.  Much 
that  was  once  accepted  without  question  is  now  pass6.  That 
the  United  States  is  an  economic  entity  —  not  the  loose  and  un- 
manageable political  makeshift  that  the  central  European  powers 
had  supposed  —  was  a  revelation  that  surprised  even  us  our- 
selves. The  federal  reserve  banking  system  has  demonstrated 
unexpected  efficacy  in  the  unexpected  test  period  during  and 
after  the  war.  The  fallacious  theory  of  governmental  ownership 
of  railroads,  so-called,  has  been  definitely  exploded.  It  all  sim- 
mers down  to  the  recognition  of  the  very  simple,  logical,  plain 
mutuality  that  holds  us  together,  united  not  only  politically,  but 
economically. 

Speaking  of  government  ownership  of  railroads,  has  it  ever 


occurred  to  you  that  the  public  actually  owns  the  railroad*  to- 
day; that  MM-  public  manages  and  operates  them;  and  that  the 
public  enjoys  the  sole  btni-llt  thereof?  It  Is  rather  vague  to  say 
that  the  banks  own  our  railroads.  Who  owns  the  banks?  Who 
manages  the  banks?  Who  enjoys  the  advantages  of  our  banks 
if  It  Is  not  the  public?  That  small  groups  of  Individuals  deter- 
mine certain  minor  economic  policies  of  either  the  railroads  or 
the  banks  la  not  a  matter  of  great  concern.  In  fact,  we  should 
feel  great  concern  if  there  was  not  a  centralized  control  of  each, 
working  In  very  close  harmony.  It  is,  Indeed,  fortunate  for  us 
that  our  railroads  are  so  constituted  economically  as  to  call 
forth  the  best  of  our  constructive  ability,  the  highest  degree  of 
operating  skill,  and  the  greatest  mechanical  efficiency  that  busi- 
ness prudence  can  Invoke  business  prudence  tempered  and  held 
to  earth,  so  to  speak,  by  H  sense  of  responsibility  that  can  come 
only  from  large  financial  interests.  The  great  economic  value 
of  our  system  of  common  carriers  is  second  only  to  the  Invest- 
ment possibilities  presented  to  the  great  mass  of  individuals  of 
small  or  limited  means,  whereby  the  man  of  small  means,  but 
with  no  business  training,  may  become  the  business  partner  of 
the  financier,  on  common  grounds,  with  him  employing  technical 
skill,  men  specially  trained,  and  men  with  wide  experience.  In 
an  established  business  that  must  endure,  whatever  else  may 
happen. 

Who  owns  the  railroads?  One  hundred  forty  thousand 
shareholders  own  the  Pennsylvania;  one  hundred  twenty  thou- 
sand shareholders  own  the  New  York  Central  lines.  Sharehold- 
ers-— bankers,  merchants,  teachers,  laborers,  widows,  colleges,  a 
few  traffic  managers,  I  believe — above  all,  citizens.  If  you,  un- 
fortunately, are  not  a  shareholder,  your  equity  lies  In  service. 
The  railroads  are  your  plant  facility,  for  the  service  of  which 
you  pay  on  basis  of  use,  whether  you  have  a  dollar  Invested  or 
not.  Nevertheless,  they  are  your  railroads  and  mine,  for  us  to 
enjoy,  just  as  much  as  the  shareholder.  A  one-cent  stamp  on  a 
postal  card,  and  this  vast,  intricate  machinery  is  set  in  motion, 
represnting  investments  of  millions  upon  millions  of  dollars. 
Co-ordinated,  thinking,  co-operative  action.  That  is  all.  The 
material  manifestation  is  our  great  mechanical  transportation 
system  of  today.  Our  railroads  are  still  crude.  What  they  shall 
be  tomorrow,  depends  entirely  on  your  attitude  of  mind,  on  your 
willingness  to  join  forces.  Before  us  lie  inspiration,  industry, 
wealth — everything  desirable  in  life,  individually  or  nationally. 
If  we  are  deserving  thinkers  and  workers,  we  shall  enjoy  them. 
If  not,  the  eternal  fitness  of  things  shall  enter  its  decree  accord- 
ingly. 

But  it  seems  to  me  that  a  backward  step,  or  even  a  material 
slowing  down  in  our  progress  is  unthinkable.  On  every  hand, 
it  seems  quite  apparent,  the  dawn  of  a  better  day  is  breaking. 
The  rapidly  increasing  list  of  shareholders  in  the  Pennsylvania 
and  the  New  York  Central,  for  example,  speaks  eloquently  in 
acknowledging  mutuality  of  interest,  of  confidence,  of  a  proper 
understanding  that  is  permeating  the  public  mind,  and  the  spirit 
of  fairness  man  to  man  that  shall  prevail  ultimately.  It  seems 
to  me  that  Lincoln's  memorable  words,  "a  government  of  the 
people,  by  the  people  and  for  the  people,"  might  now  well  be 
paraphrased  by  reference  to  our  railroads. 

I  believe,  candidly,  that  we  are  coming  headlong  into  an  era 
when  our  magnificent  railroad  systems  shall  be  held  in  a  differ- 
ent light.  Through  the  Interstate  Commerce  Commission,  the 
public — one  hundred  million  strong — has  spoken  with  authority 
on  matters  within  the  domain  of  legislation,  enforcing  the  will — 
the  "good-will,"  I  might  say — of  the  people  upon  the  mighty,  no 
matter  how  strong  financially  or  politically.  The  legal  obliga- 
tions that  run  with  ownership  and  management  must  be  re- 
spected. 

And  now,  from  the  ashes  of  war,  arises  a  more  formidable 
body,  not  of  political  origin,  not  of  a  legislative  character,  by 
birth  economic,  with  powers  reaching  far  beyond  that  of  the  leg- 
islative body;  it  has  to  do  with  moral  obligations.  The 
mendously  pleasing  spectacle  of  the  public,  as  a  recognized  in- 
terested party,  sitting  in  at  the  hearings  before  the  United  States 
Railroad  Labor  Board,  holding  the  balance  of  power,  if  you  please, 
to  decide  the  economic  rights  of  the  so-called  litigants,  is  a  har- 
binger of  still  better  days  than  we  ever  have  hoped  for.  The 
public,  under  franchise  capital  is  invested  and  labor  employed, 
in  the  future  shall  decide  the  momentous  questions  so  long  in 
controversy  between  capital  and  labor,  so-called.  The  biblical 
prophecy  that  some  day  in  the  distant  future  the  lion  shall  lie 
down  beside  the  lamb,  requires  considerably  more  faith  than 
logic.  But,  verily,  truth  is  stranger  than  fiction.  The  age-long 
differences  between  capital  and  labor  shall  be  composed  when 
the  public  speaks,  for  It  is  their  master's  voice,  from  which  there 
is  no  appeal. 

The  day  was  when  the  republican  form  of  government  was 
held  to  be  impracticable.  Many  republics  had  come  and  gone 
and  none  was  immune  when  the  Declaration  of  Independi 
was  written  and  the  Constitution  of  the  United  States  of  Amer- 
ica was  adopted.  To  the  foreign  mind  It  seemed  impossible,  and 
•  •ven  to  the  fathers  of  this  country  vaguely  possible,  that  our 
form  of  government  should  endure  long,  because  the  voting 
strength  of  the  laboring  classes,  as  compared  with  the  votinc 
strength  of  the  capitalist,  in  time  inevitably  would  set  up  cause 
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for  dissolution.  The  shadow  of  this  possibility  has  hung  over 
us  continuously.  It  was  an  ominous  shadow.  The  thinker  saw 
It.  but  the  laborer  did  not — the  laborer  as  the  foreign  mind  rec- 
ognized him  with  his  class  consciousness  and  inherited  instincts. 
In  fact,  you  will  recall  a  little  incident  at  the  outset  of  the  war 
when  certain  representatives  of  railroad  labor  of  this  country 
made  certain  specific  demands  upon  the  President,  having  denied 
the  power  of  the  highest  tribunal  of  the  land,  denying  even  the 
rights  of  arbitration.  The  President  yielded.  He  was  con- 
fronted by  the  very  danger  that  had  been  feared  so  long. 

The  shadow  now  is  passing  into  the  category  of  horrible 
nightmares.  From  the  viewpoint  of  joint  ownership,  the  laborer 
shall  see  the  situation  from  an  entirely  different  angle.  Thanks 
to  our  public  schools,  our  universities  endowed  with  railroad 
securities,  and  free  libraries  donated  by  master  minds  of  capital, 
the  composite  American  intellect  is  broadening  out;  the  utility, 
the  economics,  the  mechanics,  the  business  advantages,  the 
financial  opportunities — above  all,  the  sense  of  fairness — appeal 
to  him.  There  is  nothing  like  it  in  Europe.  It  is  American 
throughout.  And,  by  the  eternal  fitness  of  things,  it  shall  remain 
American,  free  from  the  class  distinctions  of  Europe,  free  from 
the  Imperialistic  power  of  either  capital  or  labor,  so-called,  under 
the  Joint  ownership  of  the  people,  managed  by  the  people,  and 
operated  for  their  own  conveniences. 

While  I  feel  that  the  real  crisis  is  passed,  a  lurking  danger 
is  still  apparent.  Bear  in  mind  that  the  railroads  of  this  country 
are.  indeed,  yours  and  mine,  built,  owned  and  operated  by  us 
individually  and  jointly.  Whether  you  have  a  dollar  invested  in 
railroad  securities  or  not,  still  it  is  your  plant  facility;  it  is  yours 
by  inheritance  as  an  American  citizen.  Aside  from  these  mate- 
rial advantages,  the  burning  interrogatory  that  has  come  thun- 
dering down  through  ages — "Am  I  my  brother's  keeper?" — an- 
swered by  the  nation  affirmatively,  must  be  answered  affirma- 
tively by  the  individual. 

Strength  and  endurance,  virtues  of  the  individual,  are  like- 
wise virtues  of  the  nation.  Nationally,  we  have  strength — a 
wonderful  strength.  How  about  endurance? 

As  loyal  Americans,  you  must  feel  a  distinctive  pride  in 
American  institutions.  As  trustees  for  future  generations,  you 
must  feel  some  interest  in  the  endurance  of  national  principles. 
As  human  beings,  you  must  feel  the  paternal  instincts,  even 
though  you  be  childless.  As  men,  with  red  blood  coursing 
through  your  veins,  living  in  the  splendor  of  American  citizen- 
ship, you  must  be  willing  to  fight  for  those  principles. 

Legally,  morally,  as  owners,  managers  and  trustees  of  the 
common-carrier  systems  of  the  United  States,  you  have  certain 
responsibilities  that  must  be  respected.  Your  rights  are  acknowl- 
edged and  your  word  is  law.  Your  decisions  shall  be  enforced 
by  the  military  arm,  if  necessary.  It  is  up  to  you  to  speak. 

During  the  emergencies  created  by  the  war,  with  many  work- 
ers called  to  the  front,  with  unusual  demands  made  on  the  car- 
riers, working  forces  on  your  railroads  were  depleted  and  dis- 
organized. Cost  of  living,  for  various  reasons,  advanced  to 
unprecedented  figures,  and,  accordingly,  wages,  too,  were  ad- 
vanced. The  exigencies  that  confronted  the  nation  were  unusual. 
The  common  carriers  were  commandeered  by  the  government 
and  operated  as  one  system.  With  the  attitude  of  organized 
labor  at  the  beginning  of  the  war  and  the  concessions  that  were 
made  at  the  point  of  a  gun,  so  to  speak,  it  was  but  natural  that 
the  economic  balance  should  be  disturbed.  So  far  as  railroad 
capital  was  concerned,  it  was  satisfied  with  the  average  return 
during  normal  years  preceding;  but,  since  the  return  of  the 
railroads  to  the  owners,  it  has  been  found  that  the  calculated 
returns  are  far  from  compensating.  Organized  labor,  however, 
has  refused  to  give  up  any  of  the  advantages  that  it  had  gained 
during  the  period  of  the  war. 

For  two  years  and  a  half  organized  labor  has  managed  to 
hold  this  position.  During  this  period,  as  you  are  aware,  pas- 
senger and  freight  rates  were  advanced  to  meet  the  new  condi- 
tions arising  from  labor  grants;  but  still  the  revenues  to  the 
railroads  are  not  sufficient  and  many  of  the  railroads  are  actually 
operated  at  great  loss  that  must  be  made  good  some  way,  either 
by  still  further  advance  in  freight  and  passenger  rates  (which 
now,  possibly,  are  too  high  in  certain  instances)  or  by  some 
other  form  of  increased  taxation  on  the  people:  and  we  all  know 
that  our  taxes 'now  are  almost  prohibitive.  The  only  alternative 
IB  to  reduce  rates  of  wages  to  correspond  with  economic  neces- 
sity, which  means  return  to  normal  conditions  that  should  govern 
this  class  of  labor,  just  the  same  as  it  governs  any  other  kind 
of  labor. 

The  Labor  Board  has  already  announced  a  decision  canceling 

the   so-called   national   agreement   on   July   1,   1921.     Under   the 

national  agreement  labor  has  become  unmanageable,  dictatorial 

and  belligerent,  and  so  remains  today.     Discipline  is  unknown. 

A  form  of  legalized  bolshevism   prevails  until  July  1.     Certain 

employes,   known   as   "McAdoo   mechanics,"   are    mechanics    by 

decree,  not  mechanics  by  training  or  experience.     Before  the  war 

ichinlsfs  helper  or  a  handy-man  could  change  a  nozzle  tip 

•  front  end  of  a  locomotive;  but  now  it  is  necessary  to  call 

rrmakrr  and  his  helper  to  open  the  door,  because  that  is 

ermakcr's  work;   to  call  a  pipeman  and  his  helper  to  re- 


move the  blower  pipe,  because  that  is  the  pipeman's  work;  and 
to  call  a  machinist  and  his  helper  to  remove  the  tip,  because  that 
is  the  machinist's  work.  The  same  force  must  be  employed  to 
put  in  the  new  tip,  and  they  are  paid  time  and  a  half  for  over- 
time, with  various  other  burdensome  "working  conditions"  too 
numerous  to  mention  here. 

Now,  bear  in  mind  this  is  your  railroad.  You  are  paying 
this  expense,  in  some  form  or  other,  whether  you  own  a  dollar's 
worth  of  stock  or  not. 

The  rate  of  pay  to  machinists  and  boilermakers  is  136  per 
cent  more  than  they  received  January  1,  1917,  notwithstanding 
the  greatly  impaired  efficiency. 

I  cite  this  specific  instance  to  inform  you  as  owners,  man- 
agers and  operators  of  railroad  property,  just  why  your  rates 
of  freight  and  passenger  fares,  as  well  as  your  various  other 
forms  of  taxes,  are  so  high.  The  influence  of  these  unreason- 
ably high  rates  and  burdensome  working  conditions  is  reflected 
also  in  all  other  industrial  costs,  because  certain  relations  exist 
between  the  rates  of  pay  to  laborers  in  the  factory  and  laborers 
in  the  railway  shop. 

The  economic  necessity  for  paying  fair  wages  is  not  ques- 
tioned by  the  railroads.  The  common  carriers  require  competent 
men,  just  the  same  as  any  other  industry,  and  they  realize  that 
a  good  man  deserves  good  pay.  But  good  pay,  without  its 
equivalent  of  good  work,  on  the  broad  scale  that  this  principle 
is  now  applied,  swerves  us  from  the  straightforward  progress 
to  certain  economic  disaster. 

It  seems  like  cruel  irony  of  fate  that  America,  with  high 
principles  announced  boldly  to  the  autocrats  of  Europe,  having 
made  its  costly  sacrifices  in  the  slaughter  pens  of  Europe,  giving 
those  principles  the  sanction  of  blood,  should  here  at  home  have 
its  industries  tied  hand  and  foot  because  labor  is  unwilling  to 
conform  to  the  new  conditions  that  must  of  necessity  present 
themselves  following  the  great  world  war. 

For  two  years  and  a  half — almost  three  years — since  the 
armistice,  organized  labor,  recalcitrant,  belligerent,  is  strongly 
intrenched  in  America,  defying  the  principles  of  economics,  as- 
suming an  attitude  of  retaliation  unless  its  arbitrary  will  is 
acknowledged  and  respected.  Meanwhile,  not  only  is  Europe  in 
direst  need,  but  in  America,  in  the  land  of  plenty,  want,  crime, 
idleness,  mark  the  hour — everything  inconsistent  with  normal 
functioning  of  the  healthy  body. 

The  shame  that  we  should  feel  should  be  incentive  strong 
enough  to  invoke  decisive  action,  that  never  again  may  this  auto- 
cratic, unreasoning  power  raise  its  hand  to  stay  American  prog- 
ress. 

You  as  owners,  managers,  operators  and  sole  beneficiaries  of 
this  great  transportation  mechanism,  our  common  carriers,  must 
speak.  We  are  far  advanced  in  the  day  of  the  new  era,  but  no 
work  has  been  done.  The  factory  whistles  have  blown,  but  the 
laborers  have  not  responded  in  spirit.  The  world's  shelves  are 
empty  as  never  before.  Our  vaults  are  jammed  with  gold,  but 
it  is  unavailable,  because  organized  labor  says  "Thou  shalt  not!" 

Are  we  so  rich  that  none  has  to  work?  Have  we  renounced 
the  interdependence  that  has  made  us  a  mighty  nation?  Are 
we  so  autocratically  independent  that  we  can  sit  at  ease  on  the 
doorstep  of  our  idle  factories,  in  full  knowledge  of  the  wants 
of  the  world  and  our  ability  to  supply  them,  complacently  ac- 
knowledging an  impotency  that  has  no  basis  of  fact? 

As  managers  of  this  great  transportation  industry,  the  traffic 
club,  born  in  the  faith  of  American  principles,  heir-apparent  to 
American  institutions,  trustee  for  future  defenders  of  our  con- 
stituted rights,  has  the  power  to  speak.  The  great  advantage 
you  enjoy  lies  in  organized,  cumulative  thought  and  concentrated 
and  well  directed  power.  The  word  "club"  implies  a  driving 
power  not  limited  to  golf. 


CAR  SURPLUS  AND  SHORTAGE 

The  Traffic   World   Washington  Bureau 

A  reduction  of  more  than  10,000  in  the  number  of  surplus 
freight  cars  was  reported  in  the  period  May  1  to  May  8,  as 
compared  with  the  preceding  week,  according  to  the  car  service 
division  of  the  American  Railway  Association.  The  total  for 
the  period  ending  May  8  was  471,922,  as  against  482,352  in  the 
preceding  week.  These  figures  represent  the  average  daily 
surplus. 

The  surplus  was  made  up  of  the  following  classes  of  equip- 
ment: Box,  174,227;  ventilated  box,  2,183;  auto  and  furniture, 
9,024;  flat,  16,006;  gondola,  151,628;  hopper,  68,631;  all  coal 
(gondola  and  hopper),  220,259;  coke,  14,196;  S.  D.  stock,  18,901; 
D.  D  stock,  1,356;  refrigerator,  13,959;  tank,  697;  miscellaneous, 
1,114. 

The  shortage  was  264  cars,  made  up  of  the  following  classes 
of  equipment:  Box,  130;  auto  and  furniture,  2;  gondola,  25; 
S.  D.  stock,  26;  D.  D.  stock,  40;  refrigerator  41 


LOAN  TO  E.  I.  &  T.  H. 

A  loan  of  $400,000  to  the  Evansville,  Indianapolis  &  Terre 
;  has  been  approved  by  the  Commission  to  aid  the  carrier 
n  making  additions  and  betterments  to  ways  and  structures 
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Personal  Notes 


The  jurisdiction  of  H.  C.  Snyder,  general  freiKht  and  passen- 
ger agent  of  the  New  York  Region  of  the  Erie  Railroad,  haa 
been  extended  to  cover  the  supervision  of  all  carload  and  L. 
C'.  L.  truffle,  east  and  wesbound,  handled  by.  the  agencies  at 
'New  York  and  Brooklyn,  Philadelphia,  Baltimore,  and  Boston 
and  the  agencies  reporting  to  Huston. 

K.  C.  I).  Marshall,  general  passenger  and  freight  agent  for 
the  L.  R.  &  N.  at  Shreveport,  died  May  10,  at  Baltimore. 

W.  IX  Cook,  general  freight  and  passenger  agent  for  the 
Georgia  &  Florida  Railroad,  has  resigned  to  accept  service  with 
another  company.  His  duties  have  been  taken  over,  temporarily, 
by  D.  F.  Kirkpatrick,  assistant  general  freight  and  passenger 
agent  at  Augusta. 

Jacob  Karcher,  Jr.,  traffic  manager  of  the  North  Atlantic 
&  Western  Steamship  Company,  died  at  his  home  in  Brookline, 
Mass.,  May  15.  Mr.  Karcher  was  general  agent  for  the  Erie 
Railroad,  in  Boston,  for  25  years  and  served  in  the  ordnance 
department  of  the  Army  during  the  war.  He  was  one  of  the 
founders  of  the  Association  of  Railroad  and  Steamship  Agents 
of  Boston,  and  the  Traffic  Club  of  New  England,  and  was  a  past- 
president  of  both  organizations. 

Robert  W.  Davis,  freight  traffic  manager  for  the  Buffalo, 
Rochester  &  Pittsburgh  Railway  Co.,  has  retired  and  the  posi- 
tion he  filled  has  been  discontinued.  The  position  of  general 
storekeeper  has  also  been  abolished,  W.  J.  Sidney,  who  form- 
erly held  it,  being  transferred  to  other  duties. 

Juan  D.  Noriega  is  appointed  Mexican  traffic  representative 
of  the  Missouri,  Kansas  &  Texas  Lines,  with  headquarters  in 
the  City  of  Mexico,  Mexico. 


war  anil  Die  period  of  federal  control.  The  meetlnn  WM  called 
to  revive  tin-  old  1 1 me  good  fellowship,  which  In  among  the  chief 
objectB  ni  tin  iion.  The  association  aluo  afford*  mean* 

for  the  discussion  of  topics  of  Interest  to  freight  (raffle  officer* 
and  routers  a  death  und. 

The  following  officers  were  eieM..i  Pn-iildrnt.  Vrnl  Zim- 
merman, vice-president  of  the  Momm.  ri  I.-IKO;  first  vlcc-prenl- 
dent,  C.  T.  Airy,  vice-president,  i  vmn,!  ,,i  Ueorula.  Savannah; 
second  vice-president,  R.  c.  Wright,  general  traffic  manager. 
Pennsylvania  System,  Philadelphia;  third  vlce-pnwldeni.  V 
Stevenson,  traffic  manager.  C  C.  C  &  St.  I,..  Cincinnati;  fourth 
vice-president,  F.  It.  Honghton,  freight  traffic  manager.  A.  T.  It 
8.  P..  Chicago;  secretary-treasurer,  Grant  Williams,  district 
freight  agent,  C.  M.  £  St.  P.  .  hlcago;  executive  eorninitiee.  Paul 
Wadsworth,  traffic  manager.  I).  &  it.  Co..  Albany,  N.  Y.;  R.  Van 
I'miiKTMon,  freight  traffic  tminagei.  H.  f.-  A  I:.. -ion;  Archibald 
Fries,  vice-president,  B.  ft  0.  Baltimore;  c  H  stinson.  rr»-i«h/ 
traffic  manager.  Wabash,  St.  Louis;  ^Eugene  Morris,  chairman. 
Central  Freight  Association,  Chicago;  W.  M.  Rhett.  general 
freight  agent,  Illinois  Central.  Chicago;  Charles  Barham,  gen- 
eral freight  agent,  N.  C.  A  St.  L..  Nashville;  L.  K.  Ciialenor, 
secretary,  Southern  Freight  Rate  Association,  Atlanta:  W.  A. 
Rambach,  freight  traffic  manager,  Missouri  Pacific,  St.  Louis; 
B.  H.  Stanagc,  assistant  freight  traffic  manager,  St.  L.-s.  F .  St. 
Louis. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

At  a  special  luncheon  meeting  of  the  Traffic  Club  of  Chi- 
cago, held  at  the  Hotel  LaSalle,  May  17,  resolutions  offered  by 
the  public  affairs  committee  recommending  adverse  action  on 
the  following  bills,  now  before  Congress,  were  adopted;  Senate 
bills  Nos.  228,  552,  1150;  House  bills  Nos.  5037,  4974.  Resolu- 
tions opposing  the  enactment  of  the  following  bills,  now  before 
the  Illinois  legislature,  were  also  adopted:  Senate  bill  No.  56; 
House  bills  Nos.  6,  25,  254,  308,  363,  414. 


OPERATING   RESULTS   FOR   QUARTER 

The   Traffic   World   Washington  Bureau 

The  Commission  May  17  put  out  a  report  showing  the 
revenue,  expense,  and  income  results  of  operations  in  March 
and  for  the  three  months  ended  with  March,  of  railroads  hav- 
ing revenues  of  $25,000,000  a  year  or  greater.  The  summary 
shows  that  seven  railroads  in  that  class,  in  March,  had  an  operat- 
ing ratio  of  100  per  cent  or  greater;  that  ten,  taking  the  three 
months'  period  for  the  test,  had  an  operating  ratio  for  the  first 
quarter  of  this  year  of  100  or  greater;  that  eight  of  those  which, 
in  March,  1920,  had  an  operating  ratio  of  100  or  greater,  reduced 
their  expenses  to  such  an  extent  that  their  ratio  fell  below  100, 
and  that  four,  which  had  an  operating  ratio  of  100  or  greater 
in  the  first  quarter  of  1920,  had  a  ratio  of  less  than  100  in  the 
first  quarter  of  this  year. 

The  railroads,  which  in  March  of  this  year  and  March  of 
last  had  an  operating  ratio  of  100  or  greater,  are: 


921.  i  •_' 

The  new  officers  of  the  Denver  Commercial  Traffic  Club  are  Erie'0" 

as  follows:    James   P.  Gibson,  president,  and  Charles  J.   Hotch-  Ixhigh  Valley    '...'.'.'.'.'.'.'.    ios.'4 

kiss,  secretary-treasurer.  S!nC^8Isla*dEaStem   llllnols- 

Minneapolis.  St.'  Paul'&  'SaaltSte'.' iiarie.' .' '. 

The  Dallas  Traffic  Club,  which  has  been  inactive  since  prior  Gulf,  Colorado  &  Santa  Fe  112.1  86.4 

to  the  war,  has  been  reorganized.     Officers  have  been  elected  as 

follows:   A.  L.  Reed,  traffic  manager  for  Sanger  Brothers,  presi-  Tne  roads  which,  in  the  first  quarter  of  this  year,  had  an 

dent;   H.  C.  Eargle,  secretary-treasurer;    Paul  Junkin,  first  vice-  operating  ratio  greater  than  100,  are: 

president;     Ferd    Hicks,    second    vice-president;     Julian     Nance, 

third    vice-president;    board    of   governors,    J.    B.    Jones,    Elbert 

Blair,  G.  S.  Maxwell,  P.  A.  Richardson,  E.  C.  Newlien  and  Don  £   Y  "l^  HT&  H"  I'm"! -' 

Allen.     The  officers  will  hold  office  until  the  regular  election  in  Erie  '....... '.'.'.'.'......'. 

November  Lehigh  Valley   105.3  111.4 

Chicago  &   Eastern  Illinois    103.S 

The   second    quarterly   dinner   of   the   Traffic    Club   of   Troy       ix-uisville  &  Nashvi\\e  I....... .................. 

will   take   place  at   the   Hotel   Rensselaer,   May   24,   and    will   be      great   Northern 

known     a<!    NTpw     Ynrk     Cpntral     ni^ht         Thp    fnllnwinp-    nfflr-ere    nf         Minneapolis,   St.    Paul   &   Sault   Ste.    Marie 109.0  91.4 

own   as   wew     York   central    nignt.      me   following   omcers   ot  Oiegon-Washlngton  R  .R.  &  N 

that  road  will  be  present:    G.  H.  Ingalls,  vice-president  in  charge 

of  traffic;  T.  W.  Evans,  assistant  general  manager;  G.  N.  Snider,  The  roads  which,  in  March,  1920,  had  an  operating  ratio  of 

coal   traffic   manager;    R.   L.   Calkins,   freight   claim   agent.     Mr.  100  or  greater,  but  a  ratio  smaller  than  that  In  March  of  this 

Calkins  will   supplement  his   talk  on  claim   prevention   with   an  year  are: 

instructive  motion   picture. 

1921.  1920. 

Two   months   ago   J.    J.   Cummings,    transportation   engineer  N"-  Y..  N.  H.  &  H 

for  the  New  Hampshire  Manufacturers'  Association   was  instru-  wabash       &  Lake  ' 

mental    in    the   organization    of    the    New    Hampshire    Manufac-  Pennsylvania  "R.  R.'c'o.".'.'.'.'. .'..'.'. '.'.'.'.'.'. 

Hirers'  Association  Traffic  Club,  for  the  purpose  of  bringing  the  Central  of  Georpia   

shippers  and  the  traffic  men  together  to  discuss  traffic  problems.  ^|£°  x0rIthernS'PPi 

At  the  April   meeting,   W.   T.   LaMoure,   freight   traffic   manager  o.  H.  &  S.  A.   ..'.'.'.'.'.  uo'o 

of  the  Boston  &  Maine,  talked  on   "Transportation  and   Its  Re-  M.  K.  &  T.  of  Texas  .,  loo'.l 

lation    to   the   Carrier."     At    the   meeting   on   May    17.    Fred    A. 

Hortter,  car  accountant  for  the   Boston  &  Maine,  spoke  on   the  Tne  roads  which,  in  the  first  quarter  of  1920,  had  an  operat- 

subject  of  "Demurrage  "  ln*  ratio  of  10°  or  greater,  but  which  fell  below  that  ratio  In 

the  first  quarter  of  1921,  are: 

The   monthly    meeting   of    the   Industrial    Traffic    Club   of   the 

Niagara  Frontier  was  held  May  16.    C.  L.  Cradle,  superintendent      Delaware  &  Hudson  '.<:,  »  IMJ 

of  public  works  for  the  state  of  New  York,  gave  a  talk  on  the       Central  of  New  .I,TSP>    '. 

Barge  Canal  System.     Other  guests  were  Senator  Henry  W.  Hill       M  K^i™.  ofTwcaB? 
and    the    Buffalo    representatives    of    the    barge    canal    carriers. 

C.  &  O.   LOAN 

The  Chesapeake  &  Ohio  has  applied  to  the  Commission  for 
authority  to  authenticate  and  deliver  $8.836.000  of  first  lien  and 
improvement  20-year  bonds  and  to  pledge  J6.67l.ooo  thereof  for 
a  loan  of  $5.338,000  from  the  government.  The  loan  is  desired 
for  use  in  financing  additions  and  betterments  estimated  to  coat 
$6,35«."36, 


FREIGHT  TRAFFIC  OFFICERS  MEET 

The  first  meeting  of  the  American  Association  of  Freight 
Traffic  Officers  since  1917  was  held  in  Chicago.  May  11,  about 
60  members  being  present.  The  activities  of  this  organi- 
zation, which  has  589  members  among  the  railroad  and  indus- 
trial traffic  men  of  the  country,  were  interrupted  during  the 
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Questions  and  Answers 


and  wide  Knowledge  win  nuawc*  M««  • — --«•     -•:«.__„  K.I*- *« 

oroblems  We  do  not  desire  to  take  the  place  of  the  traffic  man  bi 
£c°p  h™  in  hi.  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question-by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance-may  obtain  this  kind  of 
private  se-vice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
l£ved  to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
,ation  too  compler  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Traffic  Service  Corporation,  Colorado  Building,  Washington,  D.  C. 


Market  Value— What  Constitutes 

Illinois.— Question:  In  the  March  19,  1921  Traffic  World, 
at  page  613  you  answer  an  inquiry  from  Connecticut  on  the 
question  of  the  liability  of  carrier  to  party  to  whom  goods  have 
been  delivered  by  mistake.  In  the  second  paragraph  of  youi 
answer  as  printed  in  the  Traffic  World  you  state: 

In  the  event  of  conversion  of  a  shipment  by  a  carrier,  under 


tion  is  necessarily  a  troublesome  matter,  and  as  a  matter  of 
fart  can  only  be  approximated,  whether  the  claim  is  settled 
voluntarily  by  the  carrier  or  whether  suit  is  filed  thereon. 

The  mvo^ce  on  the  price  list,  if  the  latter  actually  repre- 
sents the  price  upon  which  invoice  will  be  based,  either  with 
^without  freight  to  destination  added,  depending  upon  whether 
the  invoice  or  list  price  is  an  origin  or  delivered  price,  should 
be  accepted  by  the  carriers  in  the  settlement  of  claims. 
Measure  of  Damages 

Illinois— Question:  I  wish  to  draw  your  attention  to  your 
reply  to  "Pennsylvania"  on  Liability  of  Carrier  for  Difference 
in  Weight  and  also  to  "Illinois"  on  Conversion  and  Measure  of 
Damages,  published  in  issue  of  April  30,  1921. 

You  advise  that  the  carrier's  liability  is  the  market  value 
of  goods  at  destination,  less  transportation  charges  plus  inter- 
est We  agree  with  you  except  as  to  the  deduction  of  freight 
charges  It  is  our  contention  that  charges  are  only  assessible 
on  the  basis  of  actual  weights,  and  if  freight  is  paid  on  a  higher 
basis  we  are  entitled  to  refund.  We  have  repeatedly  secured 
payment  of  claims  on  this  basis,  and  would  like  to  know  the 
reason  for  your  contention. 

Answer:     The  authority  for  the  statement  that  the  carrn 
liability  is  the  value  of  the  goods   at  destination   at   the  time, 
they   should   have   been   delivered,  less   transportation   charges, 
plus   interest  from   such   date,   is   the   case  of  C.,  M.   & 


, 

the  McCaull-Dinsmore  Case,  the  measure  of  damages  is  the  mar-      yg   McCauii-Dinsmore  Co.,  decided  by  the  United  States  Supreme 

" 


ket  value  of  the  shipment  at  the  time  of  conversion. 

In  this   answer   you   are   dealing   with   a   carload   of   scrap 

The  railroads  have  uniformly  contended  that  there  is  no 
market  value  of  any  article  except  such  as  wheat,  corn  and 
oats  sold  on  a  board  of  trade,  live  stock  sold  at  a  live  stock 
exchange,  green  fruit  or  vegetables  sold  at  a  fresh  fruit  auc- 
tion. It  has  been  our  contention  that  where  the  business  is 
regularly  established  and  publicly  carried  on  with  published 
price  lists  and  discounts,  that  that  constitutes  a  market  for  the 
particular  class  of  goods  handled.  Kindly  give  us  your  opinion 
of  what  constitutes  a  market,  accompanied  by  any  citations 
that  you  can  give  us. 

Answer:  Section  595,  10  Corpus  Juris.,  reads  in  part  as 
follows:  The  general  rule  is  that  the  market  value  of  goods 
shipped  to  "the  place  of  destination  is  the  criterion  of  value 
by  which  the  amount  of  damages  for  loss  of,  or  injury  to,  the 
goods  is  to  be  determined.  To  establish  that  the  goods  had 
a  market  value  at  the  place  of  destination,  it  is  necessary  to 
show  that  goods  of  like  quality  had  been  bought  and  sold 
at  that  place  during  the  season  in  sufficient  quantity  and  often 
enough  to  show  a  market  value.  Gulf,  etc.  R.  Co.  vs.  Jackson,  89 
S.  W.  968  (Tex.);  Pacific  Express  Co.  vs.  Lothrop,  49  S.  W. 
898  (Tex.)  and  Harris  vs.  Panama  R.  Co.,  58  N.  Y.  660. 

In  the  Pacific  Express  Co.,  case  referred  to  above  the  court 
on  page  899  said:  "The  measure  of  plaintiff's  damages,  if  en- 
titled to  recover,  was  the  value  of  the  hog  at  Marshall  at  the 
time  it  should  have  been  delivered  in  a  sound  condition.  If  it 
had  a  market  value  there,  proof  of  that  fact  would  have  been 
conclusive  thereof.  But,  as  there  was  no  market  value  estab- 
lished, other  evidence  could  be  resorted  to,  to  prove  value,  lim- 
ited, of  course,  to  the  best  evidence  possible  under  the  cir- 
cumstances. Steinlein  vs.  Blaisdell  (Tex.  Cw.  App.)  44  S.  W. 
200.  Mr.  Sutherland,  in  his  excellent  work  on  Damages  (Vol. 
2,  Section  654);  says,  'If  the  article  in  question  has  no  market 
value,  its  value  may  be  shown  by  proof  of  such  elements  or 
facts  affecting  the  question  as  exist.  Recourse  may  be  had 
to  the  items  of  cost,  utility  and  use.'  Where  there  is  no  mar- 
ket value  of  the  article  at  the  place  of  delivery,  resort  may 
be  had  to  evidence  showing  its  value  at  other  places,  with  the 
cost  of  transportation,  or  such  other  facts  from  which  the  jury 
could  legitimately  determine  the  value  at  the  place  in  ques- 
tion. Steinlein  vs.  Blaisdell,  supra.  Such  testimony  ought  not 
to  be  excluded,  except  it  be  shown  that  the  article  has  been 
bought  and  sold  in  sufficient  quantities  or  often  enough  to  es- 
tablish a  market  value  at  the  place  In  question.  1  Suth.  Dam- 
agrs,  paragraph  445.  If  no  market  value  is  established  at  the 
plnoo  in  question,  proof  of  what  the  article  cost  can  be  givon. 
Wharf  Co.  vs.  McYouey  Q.  Wilson,  Civ.  Cas.  Cwt.  App.  No.  643. 
This  is  not.  conclusive,  but  can  be  considered  by  the  jury  in 
determining  its  true  value." 

Neither  the  list  price  nor  the  invoice  price  may  actually 
represent  the  market  value  of  goods  at  destination,  although, 
as  a  rule,  either  would  approximate  the  market  value,  assum- 
ing that  thoy  represent  delivered  prices.  Otherwise  the  trans- 
portation charges  must  be  added  thereto. 

Therefore,  inasmuch  as  the  list  price  is  not  conclusive  of 
the  market  price  at  destination,  but  only  evidence  thereof,  in 
the  absence  of  an  established  market  for  the  particular  goods 
at  destination,  other  evidence  of  the  value  thereof  which  en- 
able the  jury  to  intelligently  arrive  at  a  fair  valuation  of  the 
goods  must  be  submitted,  if  the  filing  of  a  suit  is  necessary. 
In  the  handling  of  claims  for  loss  of,  damage  or  delay  to 
goods,  unless  goods  have  an  established  market  value  which 
can  be  readily  determined,  as  in  the  case  of  grain,  etc.,  the 
determination  of  the  basis  to  be  used  as  the  value  at  destina- 


Court  253  U.  S.  97.  In  the  case  of  Southern  Railway  Co.  vs. 
Cooper,  65  So.  676,  it  is  said:  "The  reason  for  this  is  obvious. 
Plaintiff  is  entitled  to  just  compensation  for  his  loss  and  nothing 
more.  In  other  words,  he  should  not  be  placed  in  a  better  posi- 
tion than  that  in  which  he  would  have  been  had  the  contract 
been  fulfilled'." 

In  the  case  of  Galveston,  etc.  Ry.  Co.  vs.  Ball,  80  Tex.  602, 
16  S.  W.  441,  the  court  said:  "The  object  of  the  law  is  to 
give  compensation  for  the  injury,  and  no  more.  The  carrier 
is  compelled  to  pay  the  enhanced  value  of  the  property  at  the 
place  of  delivery.  The  owner,  therefore,  in  recovering  this 
value  at  the  terminal  point  received  in  substance  and  effect  the 
benefits  of  the  transportation  as  fully  as  if  the  goods  had  teen 
transported  and  delivered  to  him,  in  which  event  he  would 
have  been  bound  to  pay  the  cost  of  transportation.  For  these 
reasons,  perhaps  *  *  *  the  law  gives  the  carrier  the  bene- 
fit of  the  freight  charges  in.  assessing  the  damages." 

Claims  for  Conversion — Time  to  File 

Louisiana. — Question:  During  November,  1920,  we  shipped 
from  a  point  in  Arkansas  to  a  point  in  Texas,  a  carload  ship- 
ment using  shippers-orders-notify  bill  of  lading.  It  later  de- 
veloped that  the  destination  was  a  non-agency  station,  and  in- 
stead of  the  carriers  holding  the  shipment  and  making  deliv- 
ery at  an  agency  station  near  by,  the  shipment  was  delivered 
without  surrender  of  the  original  bill  of  lading,  and  later  our 
draft  was  returned  by  the  bank  with  notation  that  payment  had 
been  declined.  We  have  been  unable  to  make  collection  from 
the  consignees,  and  desire  to  take  action  against  the  railroad 
for  conversion.  Please  advice  if,  in  this  case,  the  six  months 
limitation  as  provided  in  the  bill  of  lading  would  prohibit  us 
from  filing  claim,  and  if  we  still  have  recourse  through  the 
courts  within  the  two  year  limit.  In  your  answer  of  April  30th 
to  New  York,  we  understand  that  in  such  a  case  the  limita- 
tion in  the  bill  of  lading  has  no  weight,  however,  in  your  answer 
to  Ohio  on  page  822  of  October  30th,  you  seem  to  take  the  op- 
posite view. 

Answer:  In  the  case  of  Georgia,  etc.  R.  R.  vs.  Blish  Mill- 
ing Co.,  241  U.  S.  190,  the  Supreme  Court  of  the  United  States 
held  insofar  as  interstate  shipments  are  concerned  that  the  re- 
quirement of  notice  of  claim  cannot  be  waived  even  though  the 
goods  are  converted  by  the  carrier.  The  rule  referred  to  in 
our  answer  to  New  York  at  page  935  of  the  Traffic  World  of 
April  30th  is  that  followed  by  many  of  the  state  courts  ajid 
should  not  be  applied  to  interstate  shipments. 

Reconsignment  Where   Back  Haul   Is   Involved 

Illinois. — Question:  Last  August  we  made  a  carload  ship- 
ment to  a  consignee  at  Minneapolis,  Minn.  When  this  shipment 
arrived  at  destination  the  agent  wired  us  advising  that  the  con- 
signee refused  to  take  delivery  of  the  car,  stating  that  it  should 
have  gone  to  St.  Paul.  We  wired  back  advising  him  to  divert 
the  car  to  St.  Paul.  The  charges  collected  by  the  railroad  were 
on  a  basis  of  the  Chicago-Minneapolis  rate  plus  two  days'  de- 
murrage charges  plus  the  local  rate  from  Minneapolis  to  St. 
Paul. 

As  the  consignee  never  took  delivery  of  the  car  at  Minneap- 
olis and,  in  view  of  the  fact  that  the  rate  from  Chicago  to  St. 
Paul  and  Minneapolis  are  on  a  parity,  are  we  not  entitled  to  the 
Chicago-St.  Paul  rate? 

Answer:  No  mention  is  made  of  the  route  of  movement, 
but  we  assume  that  the  shipment  moved  over  one  of  the  direct 
lines  to  Minneapolis  and,  if  so,  the  movement  from  Minneapolis 
to  St.  Paul  was  in  the  nature  of  a  back-haul,  as  St.  Paul  is  inter- 
mediate to  Minneapolis  by  all  of  the  direct  routes. 

Rule  2  of  the  General  Reconsigning  Rules  reads  in  part  as 
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follow*:     "Tli,'  through   rut.-  to  b<"  applied  under  these  rules  In 
ihr  rail-  Jroin  jmint  of  origin  via  the  diversion,  ri'rormlgning,  or 
i  wauling  point   to  final  destination  in  cfffct  on  date  of  ship- 
MI   point   of  origin.     If  the  rate  from  ordinal  point  of 
..in. -MI   to  linai  destination  is  not  applicable  through  the  point 
"I  «lii«'li  the  car  Is  dhn-i.'d.  n-conslgncd  or  irlorwarded,  in  con- 
nection  with   this  line.  Hie  tariff  rates  in  effect  to  and  from  the 
diversion,   reccnsi^ning   or    Mini-warding   point   will   apply,   plus 
diversion   or  reconsigning  charge." 

As   Si.   Paul   is   miti-mediate  to  Minneapolis,  the  rate  to  St. 

POSITIONS   WANTED  OR  OPEN 


H   TWC:    ?S££E'C   ME.N    ARE    M°RE  THAN    EVER    IN    DEMANt 
ind  THE  TRAFFIC   WORLD   Is  the   logical   medium   for  getting 
men    and    the    positions    In    touch    with    each    other.      The    rates    fc 
classified    advertisements    ars   a«    follows:     First    Insertion.    11.80    p- 
line:   minimum  charge.   $3.00;   succeeding  Insertions,   per  line,   BOc:   l> 
words    to    the    line;    numbers    and    abbreviations    counted    as    word* 
I  point  type;  payable  in  advance.     Answers  to  keyed  advertisement 
£TW,-,e^  ,,',£?,  *}nd  a"  correspondence  held  in  strict  confidence.     Th 
RAFFIC  WORLD.  418  South  Market  Street.  Chicago.   Ill 

WANTED— AN  ACTIVE  TRAFFIC  MANAGER  In  every  city  In 
United  States  having  broad  acquaintance  in  local  transportation  cir- 
<-l.-.s  to  co-operato  with  us  in  installing  LOOSE-LEAF  TRAFFIC  LAW 
SERVICE.  Inquiries  furnished.  Write  in  confidence  for  particulars 

ing  qualifications.  TRAFFIC  LAW  SERVICE  CORPORATION, 
S  \V.  corner  Adams  and  I,.-iS,-\llc<  streets.  Chicago,  111. 

POSITION   WANTED— General  Freight  Agent,  short  line  railroad. 
Traffic  Manager,  industrial  plant,  fourteen  years'  experience,  thor- 
hly    qualified,    good    reason    for    changing.      Age    thirty.      Address 
L!.  (\  H.,  Traffic  World.  Chicago. 

POSITION  WANTED— Traffic  executive  holding  important  rail- 
way position  qualified  as  examiner  Interstate  Commerce  Commission 
seeks  wider  field.  Address  R.  E.  E.  301,  care  Traffic  World  Chi- 
cago. 111. 

POSITION  WANTED— Traffic  Manager  or  assistant,  graduate 
Interstate  Traffic  School,  four  years'  railway  experience,  transporta- 
tion, accounting.  Age  23.  married,  no  objection  small  town.  Best 
rrierences:  Southern  states  preferred,  others  considered.  Address 
"M.  H.  A.."  Traffic  World.  Chicago. 

POSITION  WANTED — Hy  thoroughly  proficient  general  all-around 

man.    age   28    years,    railroad    and   construction   experience,    ac- 

' i ting,  statistical  and  stenographic  ability,  good  correspondent      At 

.nt  employed  in  traffic  department  of  large  corporation  handling 

claims,    tracers,    checking    rates,    etc.      Address    M.    J.    J.    363,    Traffic 

\\  orld,  Chicago. 

POSITION  WANTED— Traffic  Manager.  40.  successful,  now  em- 
ployed, with  ten  years'  railroad  and  industrial  traffic  experience 
v  .nits  position  in  Chicago  district.  Address  "J.  M.  G.,"  Traffic  World 

iso. 

POSITION    WANTED— As    Traffic    Manager    with    industrial    con- 
cern.   New    England    territory,    ten    years'    experience,    supplemented 
•ith  .-i  course  with   La  Salle.     Now  employed;   wish   to  better  myself 
eady  and  temperate.     Address  E.  T.  R..  Traffic  World.  Chicago. 

WANTED — Young  man  for  Traffic  Department.     State  experience 
age.    nationality    and    salary    wanted.      Address    Manufacturer,    Traffic 
I,  Chicago. 

FOR  SALE — Several  thousand  first-class  6x8  8-ft.  oak  railroad 
ties  for  immediate  shipment.  Can  also  furnish  oak  switch  ties  to 
order.  L.  E.  Pearson,  Edwardsburg,  Michigan. 


Paul  would  not  be  applicable  via  Minneapolis  and  charge*  •huuld 
be  assesHed  on  basin  ol  th.  it  Iff  mien  In  effect  to  and  from  U>. 
inning  point  plus  demurrage  charges  at  Minneapolis,  In 
accordance  with  rule  8,  ami  lecnmtlgnlng  charge  In  accordance 
with  rule  10  of  the  General  Id-consigning  Huiei. 

L.  C.  L.  Shipments  —  Storage  Vs.  Demurrage 
Pennsylvania.  —  Question:  Some  time  ago  we  received,  at 
Richmond,  Vii..  a  less-carload  shipment,  weighing  14,760  pounds, 
which  was  not  unloaded  until  fifteen  days  after  arrival  ir 
tlnatlon,  and  the  "A"  ralliond  company  has  sent  us  a  bill  for 
demurrage  charges  baaed  on  J.  K.  Fairbanks'  I.  ('.  r.  No.  8,  De- 
murrage Tariff  No.  4-A,  and  an  additional  charge  for  team  track 
storage  based  on  their  I.  C.  C.  No.  992.  We  have  filed  a  protest 
against  these  charges  for  the  reason  that  It  was  a  less-carload 
shipment  and  should  have  been  unloaded  at  the  freight  bouse 
and  held  subject  to  storage  charges,  which  would  have  been 
considerable  less  than  the  demurrage  and  team  "track  charges. 
Will  you  please  give  us  an  opinion  as  to  whether  or  not  the 
railroad  company  can  hold  us  for  these  charges  which  accrued 
due  to  the  fact  that  they  held  the  freight  In  the  car  for  cus- 
tomer's convenience,  as  they  claim?  Quote  any  I.  C.  C.  decision 


Acquire  an  Expert  Knowledge  of 

TRAFFIC  MANAGEMENT 

would  you  be  able  to  save  more  money  in  shipping?—  to  reap 
greater  benefit   from  the  interstate  commerce  rulings?—  to 
handle  more  advintag-eously  the  problems  that  come  up  In 
lometlc  tnd  foreign  traffic?     Then  i 


to  btter   knoSJed'gVofV.JBc'ii.na^S^rbT.^iiryS 
the  experience  of  more  than  70  of  America's  well  known  aathor- 
itiea   and   traffic   executives.     Write   /or  catalog   and 
low  cowt  monthly  payment  plan. 

LASALLE  EXTENSION  UNIVERSITY 

Department  595-TB      CHICAGO,  ILLINOIS 

The  I-aryett  ftuginett  Training  Institution  in  the  H  or/,/ 


Railroad  Accounting  Service 

Valuations — 
Cost  Statistics 

Systems  for  Accounting  Offices 

A  corps  of  thoroughly  experienced  railroad  accountants 
and  analysts  are  available  for  the  preparation  of  Federal 
Control  and  Guaranty  Claims. 

THE   ROBERTS-PETTIJOHN-WOOD   CORPORATION 

Mills  Bldg.,  Washington,  D.  C.       Twenty  East  Jackson,  Chicago 

By  Appointment—Special  Accountants.  American  Short  Lint  Railroad  Assn. 


R.  B.  YOUNG,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 

312-314-316  WILLIAMSON  STREET          P.  0.  Box  985 

General      Storage  —  Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Broker* — Track    Connections    with    all     Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phono  No.  4883  SAVANNAH,    GA. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every   Description — City  Delivery  Service  and  Carload 
Distributors 


PORTLAND.      OREGON 

OREGON  TRANSFER  COMPANY 

Ettabllahed  In  1868 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

No  switching  charge  on  carload  shipment** 


SEATTLE  TRANSFER  CO. 


123  Jackson  St. 


Seattle,  Wash. 


Quick  Distribution  of  all  Pool  Can 
100.000  sq.  ft.  of  warehouse  space 
Warehouse-men  and  forwarders. 


ROCHESTER,  NEW  YORK 

Genera!  Storage       Forwarding      Carload  Dlstrlbutloa 

Excellent  facilities  for  reihlpplng  without  cartage.  InBunusc*  rmt* 
11  centa.  Members  of  American  Warehousemen's  aaamilaMoii  tut 
American  Chain  of  Warehouse*. 

Write  for   particular* 
B     R.   aV   P.   WAREHOUSE,    Inc.  KINO   AND    MAPLC   »T0. 


EL  PASO, TEXAS 

GENERAL   STORAGE   DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.  Ft.  Floor  Spice  —  Fireproof  —  Bonded  —  $200,900  C.pilil 
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wh,ch  Mlght  give  us  reHer  on  this  cH.rge     Why  is 


Uroad 


-ve 


this  advice,  ana 


Ois- 


company 


lgt  gve  us  ree 
permitted    to   make   an   extra   charge   for  team  £°  shipment  and  fire.     If  we  have  any  basis  whatever  for  claim 


Rule    1    of   the   Uniform    Storage 
part  as  follows:     "Shipments  of  less-than-carlpad 


in 
loaded 


Pi-" 


Juris,    provides,   "Where 


pan  as  IUHU»B.       «U.F-""-  ,  rul(          the  consignee  fails  or  refuses  to  receive  the  goods  shipped,  it  is 

Into  or  delivered  direct  from  cars  are  subject  tc   s  «  «>      g  ^  ^  ^^  ^  goodg        b        m    lts 

loading  or  unloading  is  done  by  a  warehouse  or  in   that  of  some  responsible  third  party,  and  to 

as  required  by  classifications ..^tariffs^  o^a^e-      Jg™^",",^  to  the  order  of  the  consignor  for  a  rea- 
sonable time.     It  has  no  right  to  abandon  the  goods  to  destruc- 


que.st  of  shipper  or  consignee,  the  cars  are  subject  to  demui 
n,|.  s  and  the  storage  mles  do  not  apply. 


s  an        e  .  ,nrAanrP  with      tion  or  unnecessarily  to  expose  them  to  loss  or  damage,  nor  to 

If  the  shipment  in  question  was  marked  in  accordance  wit        uon  or  u  i 

,he  provisions  of  rule  6  of  Consolidated  Classification  No.  2  and 

was  not  one  subject  to  the  provisions  of  rule  ,  at  iss  ouse  the  goods,  its  strict  common-law  liability  as  insurer 

wareh  ouse  the  goo 


nor   the   provisions   of  rule    1    of 

quoted  above,   in  so  far  as   it  refers   to 

signee.  storage  charges  and  not  demurrage  charges  should  have 

been  assessed. 


f 

^J^ouse  the  goo 
wareh  ouse  the  goo 

' 
tt*t 


tQ  dispoge  Qf  u  contrary 
compUed  wjth  itg  duty   ,o 


the  goods  is  only 

"  and  it  is  bound  to  the  exercise  of  ordi- 
nary care  in  preserving  them." 

Inasmuch  as  the  goods  in  question  had  been  refused  by  the 


,  one  assessed  in  addition  to  the  — -"£  7^^  liability  became  that  of  a  warehouseman 

regular  demurrage  charges,  such  a  charge  being  imposed  py  i          ^«  .    ..  ..      =__  ,..„,.,_    ...  u  i ,„ 

carriers   at   certain   points   because  of  excessive  delays   m   the       inly,  and,  u 
unloading  of  cars. 

Claims — Notice   of 

Missouri.— Question:     Kindly  advise  what  relation  or  bear- 


ing  the  four  or  six  months'  limit  on  filing  of  claims  has  on  the      itg  negligence  only. 

.>       __tA_          r»ii_  —  *     :«       .-.-.  11  .•  t     o  /if  J /in     r\£k 


carrier  liable,  it  would  be  neces- 
lce  on  the  part  of  tne  canier,  as 
the  liability  of  a  warehouseman  is  not  the  same  as  that  of  a 
common  carrier,  the  liability  of  the  latter  being  that  of  an  in- 
surer while  a  warehouseman  is  liable  for  losses  resulting  from 


two-year  period  for  institution  of  suits.  That  is,  must  action  be 
taken  within  the  four  or  six  months'  period,  as  a  precedent  to 
deriving  any  benefit  of  the  institution  within  two  years? 

The  question  in  point  is  that  we  delivered  to  the  express 


Assignment  Of  Claims 
New  York.— Question:     Kindly  advise  regarding  conference 
ruling   of   the   Interstate    Commerce   Commission    of    August    '. 
1920,   with   reference   to   "assignment   of   claim,   in   view   of 


.  j  lyzUWHIl     I  cLtJI  CllUtr      LtJ         <tooigiiiA.*t.**«      ***-     vj*«*. 

company.  November  26,  1919,  a  shipment  of  clothing  consi  decision  of  the  Supreme  Court  in  Spiller  vs.  Atchison,  Topeka 

to  Wisconsin.     The  consignee  advised  us  he  had  never  r  &  Sania  Fe  Ry    Co     rendered  on  May  17,  1920,  conference  rul- 

the  shipment.     We  then  placed  a  claim  June  2,  1  jngg  24g  and  362>  and  the  ruling  of  Aprii  4,  1919,  are  rescinded." 

express  company  tor  non-delivery  of  the  shipment.     Att<  please   explain   what  above   decisions   cover. 

months'  investigation  we  are  advised  that,  while  they  Answer-     The  decision  of  the  Supreme  Court  of  the  United 

edge  to  have  received  the  shipment,  they  are  unable  1  States  in  the  Spiller  case  was  published  on  pages  954  to  957,  in- 

any  record  of  making  the  delivery  and  decline  the  claim  solely  M       2g    1920  .ggue  Qf  The  Tl-affic  World,  and  a 

on  the  grounds  that  it  was  not  filed  within  the  four-month  pe- 
riod. Have  they  a  legal  right  to  do  this  under  the  "two-year- 
and-one day"  limit?  Could  the  proviso,  "no  notice  of  claim" 
shall  be  required,  of  amendment  of  June  2,  1915,  to  section  2 
of  the  interstate  commerce  act,  be  called  into  account  on  the 
fact  that  the  express  company  was  fully  aware  that  the  deliv- 
ering station  had  not  been  relieved  of  the  charges  and  did  not 
have  the  shipment  on  hand? 

Answer:  It  has  been  held  in  numerous  cases,  both  as  to 
rail  carriers  and  express  companies,  that  the  requirement  that 
notice  of  claim  be  given  as  a  condition  precedent  to  a  carrier's 
liabilty  is  a  reasonable  provision  and  that  a  failure  to  give 
such  notice  precludes  recovery  for  damages.  See  St.  Louis, 
I.  M.  &  S.  Ry.  Co.  vs.  Starbird,  243  U.  S.  592;  McElvain  vs. 
St.  L.  &  S.  F.  R.  Co.,  131  S.  W.  736. 

As  to  whether  notice  of  claim  is  necessary  where  the  dam- 
age is  caused  by  the  negligence  of  the  carrier,  has  not  been 
definitely  decided,  although  there  are  decisions  of  one  or  two 
state  courts,  as  well  as  one  of  the  federal  district  courts,  to 
this  effect  See  Hailey  et  al.  vs.  O.  S.  L.,  253  Fed.  565;  Mann 
vs.  Fairficld  &  E.  C.  Transportation  Co.,  96  S.  E.  731.  In  the 
former  case  the  court,  on  page  572,  in  referring  to  the  provision 
of  the  bill  of  lading  reading  as  follows:  "Provided,  that  if  the 
loss,  damage  or  injury  was  due  to  delay  while  being  loaded  or 
unloaded,  or  damaged  in  transit  by  carelessness  or  negligence, 
then  no  notice  of  claim  nor  filing  of  claims  shall  be  required 
as  a  conditicn  precedent  to  recovery,"  said:  "In  this  view  the 
proviso  in  effect  relieves  the  shipper  from  giving  notice  or  filing 
claim  for  such  damages,  and  such  damages  only,  as  result  from 
the  carri<  r's  negligence,  either  in  loading  the  shipment  at  the 
point  of  origin,  or  in  carrying  it  to  the  point  of  destination,  or 
in  there  unloading  it.  A  claimant  must  either  allege  and  prove 
notice,  and  the  filing  of  a  claim,  or  must  allege  and  prove  neg- 
ligence. Here  the  plaintiffs  have  alleged  negligence,  but  neither 
the  giving  of  notice  nor  the  filing  of  a  claim,  and,  to  succeed,  it 
will  therefore  be  incumbent  upon  them  to  prove  negligence." 

Failure  or  Refusal  of  Consignee  to  Accept  Goods — Duty  of  Car- 
rier to   Notify  Consignee 

Oregon.— Question:  Under  date  of  September  10  we  made 
a  shipment  to  "A  &  Co.,"  Kenyon,  Minn.,  which  shipment  was 
received  at  Kenyon,  October  6  and  was  offered  to  consignee,  who 
refused  shipment,  and  returned  to  the  freight  station  on  October 
7.  On  the  morning  of  October  11  the  railroad  company  depot 
was  buined,  with  entire  loss  of  contents,  including  our  shipment 
above  mentioned.  On  October  19  we  received  a  letter  from  the 
railroad  company  as  per  copy  inclosed,  and  placed  our  claim 
covering  on  November  3.  On  January  18  we  received  a  letter 
refusing  our  claim  and  inclose  copy  of  said  letter. 

The  railroad  company  did  not  advise  us  that  said  shipment 
was  refused  by  consignee,  and  we,  therefore,  do  not  see  why 
we  should  have  to  stand  the. loss  of  this  shipment.  If  the  rail- 
road company  is  warranted  in  turning  down  claims  of  this  kind 
shippers  would  simply  be  at  the  mercy  of  the  railroads,  for  in 
the  above  case,  even  if  they  had  advised  us  that  this  shipment 
was  refused  it  would  have  been  a  physical  impossibility  for  us 


„.„ of  the  court's  decision  in  this  case  is  given  on  page  908  of 

the  May  22,  1920,  issue  under  the  caption  "Reparation  on   Old 
Cases."     We  respectfully  refer  you  to  the  same. 

Freight  Charges — Shipments  to  Canada 

Montana. — Question:  We  shipped  a  large  number  of  ca  s 
of  grain  from  Canadian  points  to  Minneapolis,  Minn.,  at  the 
time  Canadian  funds  were  at  about  15  per  cent  discount  ae 
compared  with  United  States  funds.  On  these  shipments  we 
paid  freight  charges  in  United  States  funds.  We  have  endeav- 
ored, through  various  channels,  to  induce  the  carriers  to  accept 
the  value  of  Canadian  funds  for  that  portion  of  the  haul  which 
took  place  in  Canada.  Our  requests  have  been  denied. 

We  would  like  to  know  if  anyone  has  been  fortunate  enough 
to  obtain  refunds  for  similar  shipments.  These  shipments  moved 
prior  to  the  present  arrangement  for  handling  shipments  of 
this  kind.  If  any  of  your  readers  have  obtained  refunds  we 
would  like  to  have  them  explain  'to  us,  through  your  columns, 
how  they  accomplished  it. 

Answer:  We  are  not  aware  of  anyone  having  received  a 
refund  of  the  amounts  collected  in  excess  of  the  value  of  Cana- 
dian currency  for  the  haul  beyond  the  American  border  on 
through  shipments  from  points  in  the  United  States  to  points 
in  Canada. 

Erroneous  Declaration  of  Express  Valuation 
Missouri. — Question:  Shipment  one  sample  case  saws.  15 
pounds,  delivered  to  express  company  October  2,  1920,  with  valu- 
ation of  $10  shown  on  express  receipt,  consigned  to  our  sahs- 
man,  Newport,  Ark.,  was,  through  error  of  agent  of  the  expr  si; 
company,  delivered  to  wrong  party.  The  actual  value  of  llv 
saws  and  sample  case  had  not  been  calculated  and  was  nol 
known  by  the  agents  of  the  shippers  handling  the  original  r 
press  receipt  on  which  the  valuation  of  $10  was  stipulated.  Th" 
actual  value  developed  was  $15.07  and  claim  was  filed  on  tl-is 
basis,  which  the  express  company  has  declined  to  pay  until  th° 
claim  is  amended  to  the  value  stipulated  on  the  express  receipt. 
Inasmuch  as  the  rates  charged  by  the  express  company 
were  based  on  a  valuation  of  50c  per  pound  on  less  than  100- 
pound  shipments  and  not  on  the  valuation  shown  on  the  express 
receipt,  are  we  not  entitled  to  recover  the  actual  value  of  th's 
shipment? 

Answer:  While  a  shipper  by  inserting  a  certain  valua  ion 
in  the  express  receipt  for  the  purpose  of  securing  the  benefit 
of  a  lower  rate  in  consideration  of  a  released  valuation,  may 
not  afterwards  claim  that  it  was  through  error  that  be  inserted 
such  valuation  in  the  express  receipt  and  that  therefore  he  is 
entitled  to  the  actual  value  of  the  shipment,  we  are  of  V\f 
opinion  that  where  a  valuation  less  than  $50  Is  inserted  in  thw 
express  receipt  the  shipper  is  entitled  to  recover  the  actual 
value  of  the  shipment,  but  not  to  exceed  $50,  in  view  of  the 
fact  that  the  express  companies  have  published  no  rates  de- 
pending upon  valuations  less  than  $50.  We  are  not  aware,  how- 
ever, of  any  decisions  of  the  courts  to  this  effect. 

Sale  of  Goods  Without  Notice  to  Consignor 
Missouri. — Question:     Would  the  notification  to  shippers  in 
accordance  with  the  storage  code  by  the  agent  at  destination 
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WOOD  BOXES 

Are  the  Safest  Containers 

We  Manufacture  Only 

Quality  Containers  for 

Domestic   and    Export 

Shipments 

Box  Shocks — 4 -Ones — Any  Size  or  Style 

DAVID  M.  LEA  &  CO.,  Inc. 

RICHMOND,  VA. 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  mesaenferi, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION   WHEN    NEXT   IN   WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whitefield  SammU 


Phon.  Main  2210 


417  SOUTHERN  BUILDING 


NOSA  LINE 


Monthly  Sailings  to  Principal  Ports 

West  Coast,  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominician  and  Cuban  South  Side  Ports 

For  particulars  apply 

604-14  Queen  &  Crescent  Bldg.,  New  Orleans,  La. 

New  York  Office:  10  Hanover  St.       Chicago  Office:  646  Marquette  Bldg. 
Cable  Address:  "Orleanship" 


New   Orleans    & 
South    American    S.  S.    Co. 

INCORPORATED 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 


NEW  YORK 
BALTIMORE 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 

Import  a 
COMPANY'S 

S.  W.  Cor.  Dearborr 


Between 
MONTREA 
BOSTON 
•  nd 

ANTWERP 
HAMBURG 
MUMTF.RRA 
LIVERPOOL 
SOUTHAMP'i 
LEVANT 

nd  Export  Freight  Shipment* 
OFFICES.  Canard  Bulldln 
•  nd  Randolph  Sts.  Tell 


PHILADELPHIA 
PORTLAND,  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 

Solicit** 

g.  CHICAGO 

iphone  Central  2050 


7>kCONTINENTALW 
COMMERCIAL 

BANKS 

CHICAGO 

La  Salle,  Adams,  Quincy  and 
Wells  Streets 

Invested  Capital  More  Than  Fifty-five  Million* 


'"PHE  Traffic  Department 
of  these  Banks  is  espe- 
cially equipped  to  assist  manufacturers, 
merchants  and  shippers  in  preparing 
documents,  routing  shipments,  and 
in  other  problems  incident  to  foreign 
and  domestic  commerce. 

You  are  invited  to  make  full  use 
of  our  Traffic  Department 


W.  A.  DUNNETT 


Traffic  Advisor 


No  Waiting 


No  Writing 


No  Telephones 


No  Tariff* 


'A  child  can  find  them" 


FREIGHT  RATES 

To  and  from  points  in  the  United  States  and  Canada 
This  publication  furnishes  the  Financial,  Purchase  and  Sales  Executives' 

"MISSING  COSTS" 

Getzler's  Guide,  Inc.,  Rochester,  New  York 

Publishers  of  Loose  Leaf  Freight  Rate  Issues 


NEW  YORK.  N.  Y.,  115  Broad  St. 
PHILADELPHIA,  PA.,  308  Parkway  Bldg. 
BOSTON,  MASS.,  732  Colonial  Bldg. 


—OFFICES- 
CHICAGO,  ILL.,    412  Standard    Trust  Bid.. 
DETROIT,  MICH.,  SOS  Garrick  Theater  Bldg. 


WASHINGTON.  D.  C..  433  Munaey  Bldg. 
SAN  FRANCISCO,  CAL..  4C1  Mark.t  St. 
LOS  ANGELES,  CAL.,  4*7  Pacific  El.c.  Bldg. 


1102 


THE    TRAFFIC     WORLD 


Vol.  XXVII,  No.  21 


on  shipments  properly  tagged  enter  into  the  settlement  of 
claims  where  th.-  inve.stigation  develops  that  no  notices  were 
,.%,-r  «<>nt  or  given,  although  the  shipments  were  sold  at  public 
auction  by  th<-  delivering  line  for  charges,  without  our  first  hav- 
ing been  informed  that  such  action  was  to  be  taken? 

What  is  the  canit-r'K  liability  in  cases  of  this  kind  and  do 
you  know  of  any  decisions  covering? 

\n.«w<  r  Paragraph  1  of  section  B,  rule  2,  of  the  Uniform 
Sioi-ii-..  Rules,  reads  as  follows:  "Where  shipments  have  been, 
plainly  marked  with  the  consignor's  name  and  address,  preceded 
by  the  word  "from."  notice  shall  be  immediately  sent  or  given 
consignor  of  refusal  of  less-than-carload  shipments.  Unclaimed 
less-than-carload  shipments  will  be  treated  as  refused  after  fif- 
teen calendar  days  from  expiration  of  free  time." 

A  bailment  of  goods  to  a  carrier  confers  no  power  to  sell. 
The  contract  relates  to  their  transportation;  and  the  carrier 
has  no  implied  right  to  sell  them  under  ordinary  circumstances. 
It  has  been  held  that,  in  the  absence  o£  a  statute  otherwise 
providing,  it  is  the  duty  of  a  carrier  to  notify  the  shipper  before 
selling  goods  where  it  is  practicable;  and  the  sale  should  be 
made  after  such  notice  of  the  sale  as  will  reasonably  assure 
that  the  goods  to  be  sold  will  bring  their  reasonable  market 
value.  Ordinarily  a  sale  without  such  notice  to  the  shipper  will 
constitute  a  conversion,  rendering  the  carrier  liable  for  the 
vahie  of  the  goods,  as  in  other  cases  of  conversion.  M.,  etc., 
li  Co.  vs.  Cox,  144  S.  W.  1196;  Chicago,  etc.,  R.  Co.  vs.  Cleaver, 
106  S.  W.  720;  Dudley,  etc.,  vs.  Chicago,  etc.,  R.  Co.,  58  W.  Va. 
col,  ~,-2  s.  K.  718.  Furthermore,  it  has  been  held  that  where  a 
carrier  transported  freight  to  a  wrong  place  and  there  sold  i 
as  unclaimed  freight,  it  converted  it  and  was  liable  for  its  full 
value,  although  the  contract  of  shipment  fixed  a  less  sum  as 
value,  and  although  a  carrier  merely  losing  freight  may  recover 
on  the  limited  liability.  §t-  Louis,  etc.,  R.  Co.  vs.  Wallace  (Tex. 
Civ.  A.),  176  S.  W.  764;  S.  P.  &  W.  Ry.  Co.  vs.  Sloat  et  al.'v 
94  Ga.  203,  20  S.  E.  219;  Ry.  Co.  vs.  Johnson,  King  &  Co.,  121 
Ga.  231.  48  S.  E.  807;  Rosenthal  et  al.,  vs.  Wier  170  N.  Y.  148, 
63  N.  E.  45. 
Right  of  Carrier  to  Make  Regulations  for  Conduct  of  Business 

Texas. — Question:  We  are  called  upon  by  an  mterurban 
line  operating  into  this  city,  doing  express,  freight  and  baggage 
business,  to  execute  a  concealed  loss  form  to  support  a  claim 
that  we  have  against  that  line.  The  shipment  in  question  moved 
first  class  express.  The  shortage  was  of  a  concealed  loss  nature, 
but  the  line  was  given  the  opportunity  to  make  an  inspection, 
which  they  did.  This  company  claims  to  be  governed  by  the 
Western  Classification,  but  also  claims  to  be  doing  their  express 
business  in  line  with  other  express  companies. 

We  have  never  been  called  upon  by  any  other  express  com- 
pany to  execute  a  concealed  loss  form  to  support  any  of  their 
shortages  and  we  are  of  the  opinion  that  this  company  is  not 
within  its  rights  to  request  this  of  any  shipper;  that  is,  to  exe- 
cute this  form  on  shipments  moving  first  class  express.  We 
have  always  been  agreeable  to  execute  this  form  on  shipments 
moving  by  freight.  Furthermore,  they  have  no  printed  form  for 
this  purpose,  but  use  a  railroad  standard  concealed  loss  form. 
Kindly  give  us  your  opinion  on  this  subject. 

Answer:  It  is  true  that  the  American  Railway  Express 
Company  has  no  uniform  blank  for  the  presentation  of  loss  and 
damage  claims  and  does  not  require  the  execution  of  a  special 
form  for  concealed  loss  and  damage  claims.  However,  as  the 
carrier  in  question  is  conducting  its  own  express  business  and 
as  to  freight  shipments  as  distinguished  from  express  shipments, 
it  requires  the  execution  of  a  concealed  loss  form,  it  is  also 
requiring  the  execution  of  the  same  form  for  express  shipments. 
Whether  a  carrier  is  justified  in  requiring  the  execution  of  this 
form  for  express  shipments  depends  upon  whether  the  require- 
ment is  a  reasonable  rule,  it  being  the  right  of  a  common  carrier 
to  enforce  by  its  agents  reasonable  and  necessary  rules  for  the 
transaction  of  its  business.  Such  rules  as  it  has  adopted  for 
the  management  of  its  business  are  presumably  right  and  rea- 
sonable and  the  duty  is  upon  the  party  who  assails  them  to 
prove  that  they  are  in  fact  unjust,  and  it  is  only  when  it  clearly 
appears  by  competent  evidence  that  they  are  unreasonable,  that 
the  Commission  or  courts  may  lawfully  interfere  to  annul  or  to 
change  them. 

As  the  requirement  of  the  execution  of  a  loss  and  damage 
claim  from  of  whatever  kind,  is  for  the  purpose  of  enabling  the 
carrier  to  secure  the  necessary  data  for  the  handling  of  claims 
til'-il  against  it,  it  will  doubtless  be  somewhat  hard  for  you  to 
prove  that  the  requirement  of  the  carrier  that  you  execute  a 
concealed  loss  and  damage  claim  form  is  unreasonable  as  to 
express  shipments. 

Routing— Initial   Carrier   Entitled  to   Line-Haul    Movement 

California.— Question:     Kindly    give    us    an    opinion    as  to 

•ther  or  not  the  carrier  with  which  a  shipment  originates  is 

tied  to  a  line  haul  when,  by  delivery,  in  switch  movement 

nnnecting  line,  a  cheaper  rate  is  obtained. 

Car  is  loaded  and  billed  from  an  industry  on  one  company's 

Is  assigned  to  an  industry  upon  another  railway  com- 

The  originating  company  hauls  car  to  an  outside 

lere  they  have   interchange  with   delivering   line     The 

irred  because  of  this  manner  of  handling  are  greater 


than  if  car  were  delivered  In  switch  movement  to  an  intervening 
carrier.  The  intervening  carrier  would  then  have  delivered  to 
the  delivering  line.  Under  these  circumstances  the  originating 
and  the  intermediate  carriers  would  derive  revenue  from  switch 
movement  only.  The  originating  line  claim  they  are  entitled  to 
a  line  haul.  The  bill  of  lading  did  not  specify  any  routing  what- 
soever. 

Answer:  In  our  opinion  the  originating  line  was  under  no 
duty  to  deliver  the  shipment  in  switch  movement  to  a  connect- 
ing line  in  order  that  a  cheaper  rate  might  be  obtained  by  the 
shipper.  This  is  in  line  with  the  decision  of  the  Commission  in 
the  case  of  Terhune  Lumber  Co.  vs.  So.  Ry.  Co.  in  Mississippi 
et  al.,  42  I.  C.  C.  317. 

MINOR  COMMISSION  ORDERS 

The  Commission  has  dismissed  No.  11866,  Omaha  Chamber 
of  Commerce  Traffic  Bureau  vs.  C.  &  N.  W.  et  al.,  No.  12091, 
California  Western  Railroad  &  Navigation  Co.  vs.  A.  T.  &  S.  F. 
et  al. 

The  following  complaints  have  been  dismissed  at  request  of 
complainants:  No.  11937,  Swift  &  Co.  et  al.  vs.  Ann  Arbor  et  al. 
No.  12521,  Clinchfield  Portland  Cement  Corporation  vs.  Director- 
General  Southern  Ry.  et  al.,  No.  12259,  Sargeant  Coal  Co.  et  al. 
vs.  Evansville  Suburban  &  Newburgh  Ry.  et  al.,  12474,  Texas 
Live  Stock  Shippers  Protective  League  vs.  Director-General,  C. 
R.  I.  &  P.  et  al.,  No.  12194,  Boston  Wool  Trade  Assn.  vs.  Boston 
&  Albany  et  al.,  and  No.  11847,  The  Galveston,  Harrisburg  & 
San  Antonio  Ry.  et  al.  vs.  Sugar  Land  Ry. 

Complainant's  petition  for  rehearing  of  No.  10981,  Gallon 
Iron  Works  &  Mfg.  Co.  vs.  Director-General,  C.  C.  C.  &  St.  L.  et 
al.  has  been  denied. 

The  Illinois  Coal  Traffic  Bureau  has  been  permitted  to  inter- 
vene in  No.  12711,  Perry  County  Coal  Corporation  et  al.  vs.  East 
St.  Louis  &  Suburban  et  al. 

The  Virginia  Iron,  Coal  &  Coke  Co.,  has  been  permitted  to 
intervene  in  No.  12579,  The  Mathieson  Alkali  Works,  Inc.,  et  al. 
vs.  C.  C.  &  O.  et  al. 

The  Alabama  Coal  Operators  Assn.  has  been  permitted  to 
intervene  in  No.  12120,  Corona  Coal  Co.  vs.  Mississippi-Warrior 
Service  et  al. 

The  Commission  has  reopened  for  further  hearing  I.  &  S. 
1259,  acid  from  Hillsboro,  111.,  to  Ohio  River  points. 

The  Southern  Cypress  Manufacturers'  Association  has  been 
permitted  to  intervene  in  No.  12545,  the  Hebard  Cypress  Co. 
vs.  Aberdeen  &  Rockfish  et  al. 

The  Central  Illinois  Coal  Traffic  Bureau  has  been  permitd  d 
to  intervene  in  No.  12711,  Perry  County  Coal  Corporation  et  al 
vs.  East  St.  Louis  &  Suburban  Ry.  et  al. 

The  Galveston,  Harrisburg  &  San  Antonio  Railway  Company 
has  been  made  an  additional  party  defendant  in  No.  12517,  El 
Paso  Chamber  of  Commerce  vs.  A.  T.  &  S.  F.  et  al. 

The  Commission's  order,  entered  April  5,  in  No.  8167,  Three 
Lakes  Lumber  Co.  et  al.  vs.  Washington  Western  Ry.  Co.  et  al- 
and No.  10816,  Three  Lakes  Lumber  Co.  et  al  vs.  Director- 
General,  Washington  Western  Ry.  Co.  et  al.,  has  been  modified 
to  become  effective  July  1  on  not  less  than  5  days'  notice,  in- 
stead of  August  8  on  not  less  than  30  days'  notice. 

As  the  complaint  in  No.  12299,  Swift  &  Co.  vs.  Director- 
General  and  C.  B.  &  Q.,  has  been  satisfied,  the  Commission  has 
dismissed  it. 

The  Moshassuck  Valley  has  been  allowed  to  intervene  to  be 
heard  on  argument  in  No.  11659,  Marion  &  Eastern  vs.  C. 
&  E.  I. 

The  petition  of  the  Director-General  for  a  further  argument 
or  hearing  of  No.  11090,  Prairie  Pipe  Line  Co.  vs.  Director-Gen- 
eral, M.  K.  &  T.  et  al.  has  been  denied. 

The  Central  Illinois  Coal  Traffic  Bureau  has  been  permitted 
to  intervene  in  No.  12289,  C.  N.  Dietz  Lumber  Co.  et  al.  vs. 
C.  &  S.  et  al. 

The  Indiana  Portland  Cement  Company  has  been  permitted 
to  intervene  in  No.  12592,  Lehigh  Portland  Cement  Co.  vs.  A. 
G.  S.  et  al. 

Complainant's  petition  for  rehearing  of  No.  12347,  Southern 
Fuel  Co.  vs.  Bauxite  &  Northern  Ry.  et  al.,  has  been  denied. 

Petitions  of  defendants  for  rehearing  or  reargument  of  t  in- 
following  cases  have  been  denied:  11147,  Buckeye  Cotton  Oil 
Co.  vs.  Director-General,  Southern  Ry.  et  al.;  11120,  Same  vs. 
Director-General  and  S.  A.  L.  Ry.;  11518,  Century  Glass  Sand 
Co.  vs.  Director-General;  11186,  Shaffer  Oil  &  Refining  Co.  et  al. 
vs.  Director-General,  M.  K.  &  T.  et  al.;  10941,  Texas  Cotton 
Seed  Crushers'  Assn.  et  al.  vs.  Director-General,  N.  P.  Ry. 
et  al.;  11312,  Moreland  Motor  Truck  Co.  vs.  Director-General, 
C.  M.  &  St.  P.  et  al. 

The  Commission  has  denied  the  motion  of  the  Director-Gen- 
eral to  dismiss  No.  12426,  Acme  Fruit  Co.  et  al.  vs.  Canadian 
Pacific  et  al. 

Motion  of  the  Pittsburgh  &  West  Virginia  Ry.  to  dismiss  No. 
12529,  Wayne  Coal  Co.  vs.  Director-General  and  P.  &  W.  V.  Ry., 
has  been  denied. 

No.  9177,  Express  Coal  Co.  vs.  O.-W.  R.  &  N.  Co.  et  al.,  has 
been  reopened  for  further  hearing  and  the  Northern  Pacific  Ry. 
has  been  made  an  additional  party  defendant. 
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Pacific  Mail  Steamship  Co. 

Under  An,rri,an  Flag  PASSENGERS  AND  FREIGHT  EitaoltiheJ  l»4i 

TRANS-PACIFIC  SERVICE 

"The  Sunthine  Belt  to  the  Orient" 
San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 

Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Snipping  Board 

steamers  Golden  State  (May  28th):  and  Empire  State  (July 

23rd):  and  pending  delivery  3  other  U.S. S.  B.  steamers  by  the 

popular  5.  5.  Ecuador  (June  25th)  and  S.  S.  Colombia 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 

Singapore,  Colombo,  Madras,  Calcutta 

Passenger  and  freight  sailings   monthly  by 

S.  S.  Wolecrine  State  (June  llth);  Granite  State  (July  12th). 

PANAMA  SERVICE 

San  Francisco  to  Mexico,  Central  America  and  Canal  Zone 

l':i*>rrii,''T^  and  freight  ^tilinK*  every  Ml  'lay-..  .'t  >ti-anirr> 

SAN  FRANCISCO-BALTIMORE  SERVICE 

il';c*srMtfrr>  iind  Frritflih 

Calling  at  Los  Angeles  Harbor,  Manzanillo,  San  Jose  de  Guatemala,  La 
Liberia*-.,  Corinto,  through  Panama  Canal,  Kingston    and   Havana 

N.  S.   \'rn,'znctti  sails  from  San   I'Yiinrisni  Jinn-  Kl.  from   Bjillii.inrr  -Inly  7lh 
S.  N,  I  oltmihm  -nils  from  San  Francisco  July  iOth,  from  Bultinion-  Augiul  :!0tli 

SHANGHAI-HONGKONG-CALCUTTA  SERVICE 

Between  Shanghai,  Hongkong,  Saigon,  Singapore,  Penang,  Rangoon, 
Calcutta 

Freight  only.     Sailings  every  ten  days — eight  U.  S.  S.  B.  steamers 

ROUND-THE-WORLD  SERVICE 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Dairen,  Tientsin, 
Shanghai,   Manila,    Saigon,  Singapore,  Calcutta,   Colombo,  Bombay, 

Alexandria,   Bizerta,    Marseilles,   Barcelona,   thence   Baltimore. 
Cristobal,  Los  Angeles  Harbor  and  San  Francisco  (via  Panama  Canal) 

Freight  only.     Monthly  sailings — U.  S.  S.  B.  Steamers 

Through  bill*  of  lading  issued  to  and  from  point*  beyond  port*  of  call 

General  Passenger  and  Ticket  office:      €21  Market  St.,  San  Francisco 

General  Offices:  508  California  Street,  San  Francisco 

10  Hanover  Square,  N.  Y.      400  Exchange  Place,  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 


Pacific — Caribbean — 
Gulf  Line 

(Swayne  and  Hoyt,  Inc.,  Ownsjra) 

Steel  Steamers 
DIRECT    SERVICE 

BETWEEN 

New  Orleans.  San  Francisco, 

Los  Angeles  Harbor,  Portland, 

Tacoma  and  Seattle 

Via  Panama  Canal 

S.S.  ELDORADO,  Sailing  from  New  Orleans  first  hall  of  June 
S.S.  IRIS,  Sailing  from  New  Orleans  last  half  of  June 
S.S.  LAKE  CUNNI,  Sailing  from  New  Orleans  middle  of  July 

Rates  quoted,  booking,  and  oth«f  infof  milion  furniihcd  op*n  application 

THE  STEELE  STEAMSHIP  LINE,  Incorporated 

630  Common  St.,  New  Orleans,  La. 

OFFICES  ALSO  AT 

2102  Strand  50  Broad  Street       430  Sansome  Street 

Gslreston,  Texas      Texas  City        New  York  City        San  Francisco,  Calif. 


PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  Monthly  Service          A-l  Steamers 

MOBILE  to  ANTWERP 
HAVRE  and  BORDEAUX 
and  U.  S.  PACIFIC  COAST 


St.  Louis  Office: 
1217  Pierce  Building 

IRVING  H.  HELLER,  Manager 


Birmingham  Office: 
424-425  Chamber  of  Commerce  Bldg. 

GEORGE  C.  MCLAUGHLIN,  Manager 
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N.  Y.  C.  PURCHASE  OF  SWITCHING  LINES 

E  M  Kridler,  general  freight  agent  of  the  Baltimore  & 
Ohio  Railroad,  testified  at  the  hearing  of  Finance  Docket  No. 
1165  proposal  of  the  New  York  Central  to  obtain  control  of 
the  Chicago  Junction  and  the  Chicago  River  &  Indiana  railways, 
before  Director  Colston  and  Attorney-Examiner  Clarke  in  Chi- 
cago May  13.  He  expressed  a  fear  that  the  control  of  the  two 
terminal  switching  properties  by  the  N.  Y.  C.  might  result  m 
discrimination  against  the  B.  &  O.,  16  per  cent  of  the  Chicago 
traffic  of  which,  amounting  to  98,500  cars  per  year,  originated 
on  the  Chicago  Junction  and  the  C.  R.  &  I.  He  said,  however, 
that  no  discrimination  had  ever  been  practiced  on  the  Baltimore 
&  Ohio  Chicago  Terminal  road  and  pointed  to  the  fact  that 
the  B.  &  O.  got  only  10  per  cent  of  the  outbound  and  20  per 
i-i-nt  of  the  inbound  traffic  of  the  B.  &  O.  C.  T.  as  proof  of  this 
statement.  When  asked  by  the  Director  as  to  why,  if  the  B. 
A  O.  did  not  indulge  In  discriminatory  practices  on  the  B.  &  O. 
C.  T.,  it  was  expected  that  the  N.  Y.  C.  would  do  so  on  the 
two  lines  which  it  seeks  to  control,  Mr.  Kridler  said  that  a 
great  deal  of  the  tonnage  on  the  terminal  lines  was  coal  and 
that  the  N.  Y.  C.  was  a  coal-carrying  railroad,  whereas  the 
B.  &  O.  was  not. 

R.  R.  Huggins,  trainmaster  for  the  B.  &  O.  at  South  Chi- 
sago,  said  that  any  interference  on  the  part  of  the  N.  Y.  C< 
with  movements  of  perishable  freight  destined  to  other  road- 
haul  carriers,  even  if  it  resulted  in  only  a  few  hours'  delay, 
would  completely  disrupt  fast  freight  schedules. 

The  number  of  industries  located  on  belt  railroads  is  not 
a  proper  index  to  their  efficiency,  according  to  Edward  H.  Lee, 
vice-president  and  general  manager  of  the  Chicago  &  Western 
lidiana,  which  line  is  a  part  owner  of  the  Belt  Railway  of  Chi- 
cago. To  say  that  one  road  serves  100  industries  and  another 
50  means  nothing,  according  to  Mr.  Lee,  because  one  of  the 
50  industries  may  be  large  enough  to  furnish  tonnage  equal  to 
the  entire  100. 

"As  a  matter  of  fact,"  said  the  witness,  "the  quality  of 
service  is  very  seldom  the  main  factor  in  locating  an  industry. 
Other  things,  such  as  location  with  regard  to  the  source  of 
material  and  labor  supply,  the  extent  of  unbroken  stretches 
of  land  available,  and  the  price  of  the  property,  usually  precede 
consideration  of  the  railroad  services  in  the  minds  of  those 
locating  the  industry.  If  service  were  the  prime  factor,  the 
steel  mills,  now  located  at  Gary,  would  have  been  built  in  the 
heart  of  Chicago. 

Moreover,  as  stated  by  Mr.  Lee,  the  efficiency  of  a  railroad 
property  is  more  dependent  on  the  management  than  on  the 
identity  of  the  ownership.  It  had  been  contended  by  witnesses 
for  the  N.  Y.  C.,  earlier  in  the  hearing,  that  the  mere  fact  of 
ownership  of  the  two  lines  by  the  N.  Y.  C.  would  increase  their 
capacity  for  service  to  the  public.  Mr.  Lee  pointed  to  numerous 
examples  where  roads  which  were  considered  weak  a  decade 
ago  were  now  among  the  strongest,  due  chiefly  to  the  genius 
of  some  single  executive.  The  Indiana  Harbor  Belt,  one  of 
the  N.  Y.  C.  Chicago  properties,  the  facilities  of  which  it  is 
proposed  to  unite  with  those  of  the  Chicago  Junction,  was  in 
dire  straits  before  the  owners  set  about  to  find  an  efficient 
manager,  he  said,  and  the  present  position  of  that  line  was  due 
to  the  good  work  of  its  present  manager,  George  Hanauer. 

J.  A.  Spoor,  chairman  of  the  board  of  directors  of  the  Chi- 
cago Junction  and  member  of  the  board  of  the  Chicago  River 
&  Indiana,  had  no  knowledge  of  any  attempt  on  the  part  of  the 
management  of  these  roads  to  consult  shippers  on  their  lines 
before  signing  the  contract  disposing  of  these  properties  to  the 
New  York  Central,  on  which  contracts  the  N.  Y.  C.  is  seeking 
to  secure  the  Commission's  approval  in  Finance  Docket  No. 
1165.  Mr.  Spoor  made  a  statement  to  that  effect  at  the  hear- 
ing May  16,  whence  he  had  been  summoned  at  the  request  of 
Luther  A.  Walter,  attorney  for  several  protesting  trunk  lines. 

Mr.  Spoor  said  that  he  had  been  identified  with  these  roads 
since  1898  and  that  he  was  a  stockholder  in  the  Chicago  Junction 
Railways  and  Stock  Yards  Company  of  New  Jersey,  the  holding 
corporation.  The  improvements  made  along  the  lines  of  the 
two  roads  since  his  coming  to  them  were,  according  to  Mr. 
Spoor,  financed  out  of  the  earnings,  these  improvements  finally 
being  capitalized  by  the  issue  of  $3,300,000  of  stock  which  was 
distributed  as  a  150  per  cent  stock  dividend  on  the  original 
$2,200.000.  The  total  capitalization  was,  therefore,  at  the  time 
the  contract  was  signed,  $5,500,000.  Mr.  Walter  took  the  posi- 
tion all  through  the  hearing  that  the  greater  part  of  the  $33,000,- 
0  which  the  N.  Y.  C.  proposed  to  pay  for  this  property  lay  in 
the  value  of  the  road  which  had  been  built  up  with  the  absorp- 
tions paid  by  all  the  other  trunk  lines  entering  Chicago. 

The  holding  company,  according  to  the  witness,  is  to  retain 
possession  of  the  Central  Manufacturing  District,  a  highly  de- 
.•eloped  industrial  territory  lying  along  the  lines  of  the  Chicago 
Junction,  and  it  will  be,  therefore,  interested  in  having  the 
service  of  the  road  remain  as  it  is  at  present.  In  spite  of  that 

(aid.  it  was  his  belief  that  efficient  operation  could  be  bet- 

r  carried  on   under  the   management   of  a   single   trunk   line 

under  the  Joint   management  of  several.     Irving  Herriot, 

representing  a  number  of  protesting  shippers,  ventured  the  in- 


formation that  a  number  of  his  clients  had  expressed  the  inten- 
tion of  shipping  exclusively  over  the  New  York  Central  in  the 
event  the  Chicago  Junction  is  acquired  by  that  line,  because 
they  anticipated  some  sort  of  deterioration  in  service  if  they 
continued  routing  their  line-haul  shipments  via  some  competing 
trunk  line.  Mr.  Spoor  admitted  that  if  such  a  course  were  fol- 
lowed out  by  a  great  number  of  shippers  it  might  injure  the 
other  trunk  lines  to  the  extent  of  being  against  the  public  in- 
terest, but  he  intimated  that  he  did  not  take  the  threat  seriously. 

Earlier  in  the  session  Mr.  Walter  placed  on  the  stand  A. 
Harris,  president  of  the  firm  of  Harris  Brothers  Company,  a 
salvage  merchandising  company  which  ships  10,000  cars  an- 
nually over  the  Chicago  Junction.  Mr.  Harris  had  originally 
been  one  of  the  shippers  represented  by  Mr.  Herriot  as  being 
opposed  to  the  transfer  of  the  terminal  properties  to  the  N. 
Y.  C.,  and  it  had  been  intimated  that  his  withdrawal  had  been 
caused  by  financial  pressure  brought  to  bear  upon  Harris 
Brothers  Company  by  the  house  of  Morgan  &  Co.  Mr.  Walter 
contented  himself  with  asking  Mr.  Harris  whether  he  had  said 
to  anyone  at  any  time  prior  to  his  withdrawal  that  he  had  been 
urged  to  cease  opposing  the  plan  by  financial  interests.  Mr. 
Harris  answered  in  the  affirmative. 

Two  representatives  of  the  Pennsylvania  lines  denied  any 
desire  on  the  part  of  their  road  to  purchase  the  Chicago  Junc- 
tion and  the  Chicago  River  &  Indiana  roads  at  the  hearing 
May  17.  A  statement,  which  he  declared  was  official,  was  read 
by  W.  H.  Scriven,  general  agent  of  the  Pennsylvania  System, 
Chicago  division,  in  which  it  was  said  that  the  Pennsylvania 
was  "opposed  to  the  acquisition  of  the  Chicago  Junction  Rail- 
way and  the  Chicago  River  &  Indiana  Railroad  by  any  one  trunk 
line,  but  would  be  willing  to  join  with  all  the  other  trunk  lines 
entering  Chicago  in  the  purchase  of  the  properties." 

Mr.  Scriven  saw  danger  for  his  line  in  the  purchase  of  the 
switching  properties  by  the  N.  Y.  C.,  because,  he  said,  56  per  cent 
of  the  Pennsylvania's  outbound  Chicago  tonnage  and  25  per  cent 
of  the  inbound  was  routed  over  the  Chicago  Junction.  A  similar 
statement  was  made  by  Ray  Clark,  general  agent  for  the  Grand 
Trunk,  who  said  that  50  per  cent  of  his  lines'  outbound  Chi- 
cago business  came  from  these  roads  and  that  90  per  cent  of 
that  tonnage  was  destined  to  territory  in  which  the  Grand 
Trunk  and  the  N.  Y.  C.  compete. 

J.  W.  Roberts,  general  superintendent  of  transportation  of 
the  Northwest  Region  of  the  Pennsylvania,  reduced  his  objec- 
tions to  the  N.  Y.  C.'s  proposal  to  five  points.  These  were: 
1.  That  it  would  deprive  all  the  other  trunk  lines  of  some  privi- 
leges. 2.  That  diversion  of  traffic  would  result,  which,  in  turn, 
would  result  in  a  reduction  of  the  value  of  facilities  which  had 
been  construed  by  the  trunk  lines  to  take  care  of  that  traffic. 
3..  That  it  would  be  a  step  backward  in  the  development  of 
the  Chicago  terminals.  4.  That  the  "flexibility"  of  operation 
within  the  Chicago  terminus  would  be  greatly  restricted.  5.  That 
the  co-ordination  of  the  Chicago  Junction  with  other  terminal 
facilities  would  be  made  more  difficult. 

At  the  hearing  May  18,  a  stipulation  made  by  F.  H.  Prince  in 
lieu  of  his  appearance,  which  had  been  demanded  by  Mr.  Walter, 
was  introduced  as  evidence.  This  document  bore  out  the  con- 
tentions of  Mr.  Walter  in  that  it  admitted  the  purchase  by  Mr. 
Prince  of  19.4  per  cent  of  the  stock  of  the  Chicago  Stock  Yards 
Company,  a  Maine  corporation,  for  $1,500,000.  The  Maine  cor- 
poration owns  all  the  capital  stock  of  the  Chicago  Junction  Rail- 
ways and  Stock  Yards  Company  of  New  Jersey,  which,  in  turn, 
is  the  holding  company  for  the  two  railroads  involved  in  the 
proceedings.  The  sellers  of  the  stock  in  the  Maine  corporation 
were  Armour  &  Co.,  and  the  deal  took  place  in  February,  1921, 
after  the  contract  to  purchase  the  Chicago  Junction  and  the 
Chicago  River  &  Indiana  for  $33,000,000  had  been  signed  by  the 
New  York  Central. 

The  question  raised  by  Mr.  Walter,  the  pertinency  of  which 
this  stipulation  was  purported  to  establish,  was  as  to  the  reason 
why  Armour  &  Co.  disposed  of  a  fifth  interest  in  a  property 
with  an  established  selling  value  of  $33,000,000  for  $1,500,000. 
Some  further  consideration  must  have  been  involved  in  the  deal, 
according  to  the  protesting  trunk  lines. 

W.  H.  Scriven,  general  agent  for  the  Chicago  division  of 
the  Pennsylvania,  was  questioned  by  Walter  L.  Fisher,  attoney 
for  the  Chicago  Terminal  Commission,  on  the  necessity  for 
competition  on  terminal  properties.  Mr.  Scriven  admitted  that 
competition  between  terminals  was  not  as  necessary  as  between 
trunk  lines,  but,  he  insisted,  nevertheless,  that  many  of  the 
economies  which  might  result  from  the  unification  of  all  the 
terminals  in  the  Chicago  district  would  be  offset  by  the  removal 
of  this  competition. 

C.  S.  Bather,  commerce  counsel  for  the  National  Furniture 
Traffic  Association  and  the  Rockford  Manufacturers'  Association, 
testified  on  behalf  of  the  Pullman  Couch  Company,  one  of  the 
protesting  shippers  on  the  Chicago  Junction.  He  'said  that  his 
company  had  located  on  that  road  at  an  expense  of  $1,500,000 
because  it  was  realized  that  the  location  on  a  neutral  terminal 
line  would  be  superior,  from  the  standpoint  of  service,  to  a 
location  on  any  trunk  line.  He  asserted  that  it  would  be  pos- 
ible  for  the  New  York  Central  to  discriminate  against  shippers 
who  persisted  in  routing  their  shipments  over  rival  trunk  lines 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

References:  Dun  &  Bradstreet,  Milmo 
National,  Laredo  National,  First  State 
Bank  &  Trust  Co.,  all  banks  of  Laredo, 
Texas,  and  Mexico  City  Banking  Cor- 
poration, of  Mexico  City. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  cars  are  operated  daily   out   of  Dallas  to  Laredo  for 
Mexican  points.    Goods  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kinds 

OUR  SERVICE  IS  PROMPT.    OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rates  furnished 
upon  application.     Correspondence  solicited. 


Camphuis  &  Company,  Inc. 

FORWARDING  AGENTS 
Laredo,  Texas 

Largest  and  Best  Equipped  Forwarding 
Organizations  on  the  Mexican  Border 

We   have  specialized   in   the  handling  of  small  shipments. 
Previous  to  present  railway  strike  we  maintained: 

Two  Package  Cars  Per  Week  to  Mexico  City 

(Time  in  route  Nuevo  Laredo  to  Mexico  City  eight  to  ten  days) 
With  resumption  of  traffic  we  are  now  prepared  to  maintain 

Three  or  More  Package  Cars  Per  Week 

(Arriving  in  Mexico  City  fifth  or  sixth  day) 
Consult  Traffic  Managers  of  your  Carriers  relative  to 

Package  Car  Service 

direct  to 

Laredo,  Texas 

from 

New  York,  Chicago,  St.  Louis,  East  St.  Louis, 
Memphis,  Fort  Worth,  Dallas,  San  Antonio 

The  merchants  ( f  Mexico  are  vitally  interested  in  time  of 
delivery  of  their  merchandise. 

n'rili  m  for  full  particular*  and  rtquul  a  ropy  of  our  S*i>pi*f  /lufrurtiow. 
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Laredo,  Texas  Nuevo  Laredo,  Tampa.,  Mexico 

El  Paao,  Texaa  Juarei,  Chih.,  Mexico 

Eagle  Paai,  Texas  Piedras  Negrat,  Coah..  Mexico 

Mtiico  City 
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ln  ,nanv  wa>H,  and  il.at  si.,-1.  ,lis.-rimlnation  would  not ^  be  ea  *tty  %**S^  ^^ffiw^ 
di.s.overed,   bec-aus,-   Ui.>   "avenise   shipping   clerk  does  not  pa;  °  A11'egh;ny    district:     Grain    and    grain    products     2  853    and 

miich  attention  to  such  things."  2074.   live  stock    2,964  and  3,271;   coal,  43,636  and  50,578;   coke 

So  far  as  the  Chicago  portion  of  it   is  concerned,  ti  2  430  and  5383"   forest  products,  2,207  and  3,512;   ore,  1,411  and 

10      nnnnsin"  attorneys  and   the  Di-  /.lau  ana  0,^00,   i 

•  .    _„.!.-   XT-..,  6,383;    merchandise,  L.. 
46  355  Rnd  68|61jjj    t.otH-1 

'  Pocahontas  district:  Grain  and  grain  products,  124  and  139; 

laiana  ruau*.  ,u  >....-... ..„. .-•  live  stock    85  and  69;  coal,  21,763  and  19,23o;   coke,  44  and  < 

Willis  K.  Grey,  engineer  and  terming  expei      tes tzfied  that      ^  ^^  ore,  32  and  261;   merchand.se, 


MOM   to  purchase  the  Chicago  Junction  and  the  Chicag< 
&  Indiana  roads,  in  Washington  Jun. 


s      .  , 

the  N.  Y.  C.  was  also  negotiating  for  the  purchase  of  the  Chi- 
cago   &   Illinois   Western,  a   25-mile  line,  with   37   i 
construction,  which  extends  from  Chicago  to  Jo»>et  and  w  owned 


,     ,  , 

2  599  and  174;    miscellaneous,  5,428  and   10,289;    total, 
•     •  31"24£.    1920    32,874;    1919,  33,481. 

southern  district:    Grain  and  grain  products,  3,268  and  2,- 


construcon,  w  soutern       src:       ran  an  ,     ,  ,- 

by   stone  quarry   interests.     He   said  this  road  was  capi  2  010  an(J  2  533;    coal;  19i518  and  23,530;    coke, 

for  $1500000    that  it   had  valuable   trackage    rights    ovei    t  -„„-,.        ^   ,„,,.„.    —    *or   .._., 

P   C    C    &  St    L   and  the  Illinois  Central  and  that  it  connected 
' 


and   109  • 
1 


products,   13,970   and   19,446;    ore,   635   and 

f.  i;.  v^.  K  01.  u.  <»"«  »•"=  »...««—  — .  i:,t>yt);    mercnanuise,  L.   C.   1^.,  38,155   and   25,773;    miscellaneous, 

with  the  C.  M.  &  St.  P.     He  asserted  that  the  ownership  of  this        ,       ,  ^^     192      109;343;    1920>  129>766.    1919>  114_. 

line,  in  addition  to  the  two  involved  in  the  proceedings    would          . 

'  Northwestern  district:    Grain  and  grain  products,  8,275  and 
8376;    live  stock,  6,895  and   8,773;    coal,   3,939   and   7,270;    coke, 


n,-, 

give  the  N:  V.  C.  a  monopolistic  control  over  the  inner  and  outer 
belt  lines  of  the  Chicago  terminal. 

Irving  Herriot,  attorney  for  a  number  of  protest 


, 
448  and  872;    forest  products,  14,573  and  18,386;   ore,  7,421  and 


,  ^o  anu  o         101-cal.  pluuu^lo,  .„,„.„  -.,-  .„,„„.,   „.-,   .,—  ...... 

placed  on  the  stand  a  succession  of  witnesses  representii  30243-   merchandise,  L.  C.  L.,  27,207  and  20,712;    miscellaneous, 

uld    follow  the  line  ,   ._„„,.     ,   ,_,    ,„„.,    „„„<,«.  mon   IOTOOO.  min    ne  9/1,1 


pa 

Protestants  all  of  whom  stated  that  they  would  follow  the  line 
>f  least  resistance"  and  route  all  possible  traffic  over  the  N.  Y 
C.  in  case  the  Chicago  Junction  and  the  C.  R.  &  I.'  were  turned 
over  to  that  line. 

A   W   B   Grathring,  traffic  manager  for  John  Magnus  &  l 
and   the   Lee  Manufacturing  Company,  told  about  the  meeting 
at  which  the  traffic  bureau  of  the  Central  Manufacturing  I 


,022  and  43,196;  total,  1921,  99,780;  1920,  137,828;  1919,  116,344. 
Central  Western  district:  Grain  and  grain  products,  9,790 
and  7,549;  live  stock,  10,181  and  13,139;  coal,  13,689  and  18,138; 
coke,  166  and  412;  forest  products,  4,188  and  5,940;  ore,  529  and 
2901-  merchandise,  L.  C.  L.,  30,150  and  22,298;  miscellaneous, 
30,853  and  43,146;  total,  1921,  99,546;  1920,  113,523;  1919,  97,157. 
Southwestern  district:  Grain  and  grain  products,  4,521  and 


ill       Will*..  Hint  i  OvJlltllWcoLClllUlQUH/L.       vjin.i*»cnivi.o.ic*»n]/»v/v»  <*v-  i.«Jt      *)»rw*i      ** 

trict  was  purported   to   have  voiced   approval   of  the  propos  3689-    live  stock,  2,331  and   3,192;    coal,   3,769   and   5,929;    coke, 

deal      He  said  the  meeting  had  been  called  for  the  purpose  of 

electing  officers  and  that  only  fifteen  members  of  the  bureau 

were  present     Several  representatives  of  the  Chicago  Junction 

made  speeches,  he  declared,  in  which  they  pleaded  the  financial 

needs  of  the  road  and  said  nothing  about  the  increase  in  switch- 

?  J8  W.  Casey,  traffic  manager  for  the  Spiegel-May-Stern  Com- 
pany added  one  more  argument  against  the  petition  by  saying 
that  the  ownership  of  the  two  roads  by  the  N.  Y.  C.  would  tajce 
from  the  shipper  the  only  "lever"  by  which  he  could  urge  car- 
riers to  settle  just  claims.  He  said  this  could  be  done  at  present 
simply  by  routing  tonnage  over  competing  lines,  but  that  the 
effectiveness  of  this  measure  would  be  destroyed  if  most  of  the 
shipping  were  done  over  the  N.  Y.  C.,  as  he  asserted  would  be 
the  case. 


154  and  147;  forest  products,  6,481  and  7,187;  ore,  649  and  553; 
merchandise,  L.  C.  L.,  16,481  and  16,330;  miscellaneous,  22,935 
and  26,105;  total,  1921,  57,321;  1920,  63,132;  1919,  49,971. 

Total,  all  roads:  Grain  and  grain  products,  34,847  and  29,144; 
live  stock,  27,123  and  33,844;  coal,  143,323  and  172,156;  coke, 
4,626  and  9,588;  forest  products,  48,095  and  64,329;  ore,  13,041 
and  46,925;  merchandise,  L.  C.  L.,  213,535  and  154,334;  miscel- 
laneous, 233,435  and  332,864;  total,  1921,  718,025;  1920,  843,184; 
1919,  753,287. 

L.    C.    L.    merchandise   loading   fgures    fur   1!121    and    1920    are    Mot 
comparable    as    some    roads    are    not    able    to    scpaialt-    tlii'ir    L.    C.    I  . 
freight  and  miscellaneous  of  1920.    Add  merchandise  and  misci  IL-n; 
figures  to  get  a  fair  comparison. 


LOADING  OF  REVENUE  FREIGHT 

The  Traffic  World  Washington  Bureau 

A  recapitulation  of  weekly  loadings  of  revenue  freight  in 
the  period  from  September  4,  1920,  to  April  30,  1921,  inclusive, 
was  prepared  for  the  Senate  interstate  commerce  committee  by 
the  Bureau  of  Railway  Economics  at  the  request  of  Senator 
Kellogg,  of  Minnesota.  The  statement  shows  that  in  that  period 


BRIBERY  OF  EMPLOYES 

The   Traffic    World    Washington  Bun-ait 

Representative  Volstead,  chairman  of  the  House  judiciary 
committee,  has  introduced  a  bill  (H.  R.  5632)  "to  protect  inter- 
state and  foreign  commerce  against  bribery  and  other  corrupt 
practices,"  which,  in  the  estimation  of  M.  Q.  Macdonald,  of  the 
unfair  competition  bureau  of  the  Paint  and  Varnish  Industries, 
which  maintains  an  office  in  Washington,  is  broad  enough  to 


the  peak  of  car  loading  was  reached  in  the  week  ending  October      cover  the  bribery  of  employes  of  common  carriers  engaged  in 
2*  mo,  when  the  total  was  1,010,961  cars,  and  that  the  lowest      !«*«-*•*-   -"   <"   nn-r.m.m.      ™.   h,n   *»c   K-«   ^^H 
point  in  that  period  was  in  the  week  ending  January  1,  1921, 
when  the  total  was  598,905  cars.     The  statement  follows: 


Revenue  cars 

Week  ended—  loaded. 

1920. 

September     4    947,843 

September    11    872,043 

September   18    983,913 

Si-iiti-mher   25    994,687 

October     2 975.946 

October      !i    1.009.7S7 

October    16    1.005.663 

October   23    1,010.961 

October  30   973,120 

November  6  ....  910.592 

November  13  919,909 

Nii\.-ii]l>.-r  20  880,528 

November  27  797,673 


Revenue  cars 
Week  ended—  loaded. 

1921. 

January      1    598,905 

January      8    706,413 

January    15    709,888 

January    22    703,115 

January    29    699.936 

February      5    696,997 

February    12    681,627 

February    19     695,506 

February    26    658,222 

March      5    712,882 

March    12    702,068 

March    19     691.707 

March    26    687,852 


December  4  872,162 

December  11  834.897 

December  18  796.858 

December  25  639,275 


April      2     666.642 

April       9     693,719 

April    16    703.896 

April    23     704,527 

April    30    721.997 

Approximately  4,000  fewer  cars  were  loaded  with  revenue 
freight  in  the  week  ended  May  7  than  in  the  preceding  week, 
the  total  being  718,025,  as  compared  with  721,997  the  preceding 
week,  according  to  the  weekly  compilation  of  carriers'  reports 
on  car  loading  made  by  the  car  service  division  of  the  American 
Railway  Association.  In  the  corresponding  weeks  of  1920  and 
1919  the  loadings  totaled  843,184  and  753,287  respectively. 

The  decrease  in  loading  for  the  week  ended  May  7  as  com- 
pared with  the  preceding  week  was  due  in  large  part  to  a  de- 
crease In  the  loading  of  coal  cars,  the  total  for  the  week  of  May 
7  being  143,323  as  against  145,010  in  the  preceding  week. 

The  loadings  by  districts  in  the  week  ended  May  7  and  the 
corresponding  week  of  1920,  were  as  follows: 

Eastern  district:  Grain  and  grain  products,  6,016  and  4,566; 
live  stock,  2,657  and  2,867;  coal,  37,009  and  47,476;  coke,  885  and 
1.967;  forest  products,  5,509  and  7,849;  ore,  2,364  and  3,888; 


interstate  and  foreign  commerce.  The  bill  has  been  referred 
to  the  House  judiciary  committee. 

The  measure  would  make  it  unlawful  for  any  one  to  give 
any  money  or  thing  of  value  for  the  benefit  of  an  employe  or 
agent  or  his  family,  without  the  knowledge  and  consent  of  an 
employer,  for  doing  or  omitting  to  do  any  act  or  for  showing 
or  forbearing  to  show  any  favor  or  disfavor  by  such  employe 
of  agent  in  relation  to  the  affairs  or  business  of  his  employer 
or  principal,  which  affairs  or  business  constitute  or  directly 
affect  commerce  among  the  states  or  with  foreign  nations. 

It  also  would  make  it  unlawful  for  an  employe  or  an  agent 
to  accept  such  bribe. 

The  bill  would  make  it  unlawful  for  any  person  to  use  or 
give  to  an  employe  or  agent  any  invoice,  bill,  receipt,  account 
or  other  document  which  contains  any  statement  that  is  false, 
erroneous  or  defective  in  any  material  particular,  or  which  omits 
fully  to  state  the  fact  of  any  commission,  money,  property  or 
other  valuable  thing  having  been  given  or  agreed  to  be  given 
to  such  employe  or  agent,  wherever  such  document  directly  re- 
lates to  a  transaction  in  interstate  or  foreign  commerce,  or 
commerce  in  the  District  of  Columbia. 

The  bill  says  no  one  shall  be  exempt  from  testifying  on  the 
ground  that  his  testimony  might  tend  to  incriminate  him  or 
subject  him  to  a  penalty  or  forfeiture. 

As  an  invitation  to  sinners  against  the  law  to  change  from 
an  evil  practice,  the  bill  provides  that  any  person  guilty  of  an 
offense  within  the  purview  of  the  proposed  law  who  shall  first 
report  the  facts,  under  oath,  to  any  district  attorney  shall  have 
full  immunity  from  prosecution  under  the  act  with  respect  to 
the  offense  reported. 

The  penalty  for  any  violation  of  the  act  may  be  a  fine  of 
not  more  than  $3,000,  or  imprisonment  for  not  more  than  two 
years,  or  both,  for  a  natural  person.  If  the  offense  is  com- 
mitted by  a  corporation,  or  other  organization,  the  person  or 
persons  through  whom  the  corporation  or  other  organization 
acted,  shall  also  be  deemed  guilty  and  punished  as  a  natural 
person. 
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GULFPORT,  MISSISSIPPI 

Offers  to  exporters  and  importers  an  unexcelled 
shipping  service. 

Very  low  port  charges  and  good  labor  conditions 
combined  with  expeditious  and  careful  handling. 

All  export  and  import  shipments  moving  through 
this  port,  routed  via 

GULF  AND  SHIP  ISLAND  RAILROAD 

from  and  to  interior  points  will  receive  our  care- 
ful attention. 

Information  as  to  sailings  and  rates  will  be  fur- 
nished on  inquiries  addressed  to 

T.  E.  HARRIS,  Traffic  Manager, 

GULF  AND  SHIP  ISLAND  RAILROAD,  GULFPORT,  MISSISSIPPI 


Ship  Through  the 

Port  of  Los  Angeles 

Total  Port  Costs  18  to  30%  Less  Than  Other  Pacific  Ports 

Comparative  costs  (a  typical  example)  for  a  ship  of  2800  tons  net 
register;  draft,  23  feet;  6500  tons  of  cargo  from  the  Orient; 
100,000  gallons  taken  aboard;  ten  days'  time  at  wharf: 

Los  Angeles     San  Francisco        Seattle 

Pilotage ?       51.00  $      102.00  $       65.00 

Dockage 185.00 

Wharf  age  or  State  Tolls..        487.50  975.00  1,625.00 

Discharging  . 3,900.00  4,550.00  4,550.00 

Handling 2,600.00  2,600.00  4,225.00 

Loading  cars 2,925.00  3,900.00  4,225.00 

Water 17.00  40.00  8.00 

Rent  .  150.00 


Total $10,165.50  $12,317.00  $14,698.00 

Cost  per  ton 1.56  1.89  2.26 

Write  or  Wire  for  Further  Information 

Board  of  Harbor  Commissioners 

Suite  33,  City  Hall,  Loa  Angeles,  U.  S.  A. 
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NEW  FORD  CONSTRUCTION 

The   Traffic  World   Washington  Bureau 

Henry  Ford's  railroad,  the  Detroit  &  Ironton,  in  finance 
docket  No.  24,  has  been  authorized  to  construct  about  fifteen 
miles  of  new  line  in  Wayne  County,  Michigan.  The  authoriza- 
tion is  based  on  an  application  filed  July  21,  1920.  Application 
was  made  under  paragraph  18  of  section  15a.  It  requested  au- 
thority to  construct  the  new  line  and  to  lease  the  property  of  the 
Detroit,  Toledo  &  Ironton.  The  Detroit,  Toledo  &  Ironton  is  the 
property  acquired  by  Ford  in  the  spring  of  1920. 

Jurisdiction  over  the  application  by  the  federal  Commission 
was  denied  by  the  Michigan  public  utilities  commission.  In  the 
report  on  the  application,  the  Commission,  without  arguing  the 
matter,  expressed  the  opinion  that  it  had  jurisdiction. 

This  report  covers  only  the  application  for  permission  to 
construct,  which  has  been  granted.  The  application  for  permis- 
sion to  acquire  the  Detroit,  Toledo  &  Ironton,  and  the  applica- 
tion for  permission  to  issue  stock  and  assume  obligations,  are 
being  held  over. 

The  line  which  the  company  has  been  authorized  to  con- 
struct will  extend  southward  from  Springwells  or  Fordson,  eight 
miles  west  of  the  Detroit  city  hall,  to  a  connection  with  the  D. 
T.  &  I.  near  Trenton  or  Flat  Rock,  two  stations  on  that  line  not 
far  apart.  The  road  will  connect  with  the  Detroit  Terminal  on 
the  north,  which  will  give  it  a  connection  with  other  steam 
roads  in  Detroit. 

The  Commission  said  the  showing  about  probable  earnings, 
by  reason  of  the  industrial  development  of  Detroit  in  that  direc- 
tion, was  satisfactory  and  would  warrant  the  expenditure  of  the 
11,000,000  it  is  estimated  the  road  will  cost. 

The  Commission  will  hear  arguments  on  the  application  of 
the  Detroit  &  Ironton  for  permission  to  lease  the  Detroit,  Toledo 
*  Ironton,  at  9:30  o'clock,  May  27.  Notice  of  the  argument  is 
to  be  sent  to  the  governors  and  other  public  officials  of  Michigan 
and  Ohio,  the  two  states  in  which  the  properties  of  the  two  com- 
panies lie. 


C.  &  W.  I.  BONDS  INVALID 

The  Traffic  World   Washington  Bureau 

Part  of  the  financing  records  of  the  Chicago  &  Western  Indi- 
ana, the  terminal  company  providing  facilities  in  Chicago  for 
the  Erie,  the  Wabash,  Grand  Trunk  Western,  the  Chicago  & 
Eastern  Illinois,  and  the  Chicago,  Indianapolis  &  Louisville,  will 
have  to  be  re-written  because  a  bond  transaction  in  September, 
>20,  between  itself  and  its  tenants,  was  carried  on  without  the 
consent  of  the  Commission,  and,  according  to  the  opinion  of  the 
Commission,  there  is  no  method  provided  by  the  law  for  the 
validation  of  the  bonds  then  issued  by  the  terminal  company 
and  delivered  to  the  tenant  railroads. 

The  bonds  issued  and  delivered,  without  authority,  amount 

30,000.     The  Commission  held  that  they  are  not  an  obliga- 

n  of  the  terminal  company  and  may  not  be  carried  on  its 

oks  as  such.    Had  the  transaction  been  between  strangers,  the 

ruling  of  the  Commission  might  be  of  more  importance    in   a 

dollar  sense,  than  it  is. 

The  ruling  was  made  on  an  application  of  the  terminal  com- 
pany, in  finance  docket  No.  1099,  for  authority  to  issue  $584  000 
ace  value,   of  its   fifty   year  consolidated   gold   bonds,   and   de- 
liver them  to  the  tenant  railroad  companies,  to  cover  the  amounts 
f  have  paid  into  the  sinking  fund  of  the  terminal  company 
The  application  also  was  for  approval  of  the  issue  of  $130000 
worth  of  such  bonds,  dated  September  1,  1920,  also  delivered  to 
tenants  under  the  terms  of  the  agreement  whereby  the  pay- 
into  the  sinking  fund  are  to  be  covered  by  the  delivery 
i  tenants  making  the  payments  of  the  gold  bonds  of  the 
terminal  company. 

Kp^^^Qon0  i!he  C°mmissi°n>s  ru»ng.   that  transaction   in 

September,  1920,  by  what  it  said   was  the  plain   terms  of  the 

tatute,  was  void  and  no  means  are  provided  for  validating  the 

Permission  was  given  to  issue  and  deliver  to  the  tenants 


JERSEY  CITY  SWITCHING  RATES 

The  minimum  third  class  rate  of  24  cents  was  an  excessive 

,erifp°r,thet8HWit^g<0f0CarS  °f  f°°d  products  between8  two 
industries  located  within  5-8  of  a  mile  of  each  other  withir  thp 

Jersey  City  switching  limits,  according  to  Armour  &  Co    'who 
n  their  complaint  against  the  D.  L.  &  W.  railroad  et  a  .,  No' 

"" 


described  the  situation  brought  about  by  the  necesfity  of 
rPOrted    f°°d    products    ln    the    Pi"*    of   the    Eastern 
r,,     Ir'£erat0r  C°"   °n   account   of   the   Iin»'e<l   capacity   of 
WhP     ,h     £2K?r"    refriSera»nK    facilities    at    Jersey    City 
the  products   were   desired    for    reshipment    with    other 
Roods,  they  were  ordered  from  the  Eastern  State  p^n    to  that 


of  Armour  &  Co.,  ten  shipments  of  that  kind  having  moved  be- 
tween September  9  and  22,  1919,  when  the  minimum  third  class 
rate  was  17  cents.  Reparation  amounting  to  $344.08  is  asked. 

Switching  movements  which  the  witness  said  were  compar- 
able with  the  movement  involved  were  made  in  the  Jersey  City 
district  for  $7  per  car,  and,  therefore,  he  said,  that  would  be 
a  reasonable  charge  to  prescribe  for  the  future. 

C.  C.  Foltz,  terminal  trainmaster  for  the  Lackawana,  de- 
scribed the  train  movements  necessary  to  perform  the  service 
involved.  He  said  that  the  cars  had  to  be  brought  from  Secaucus, 
4  miles  distant,  for  icing  and  loading  and  that,  before  they 
could  be  delivered  to  Armour  &  Co.,  six  separate  crews  and 
engines  had  to  handle  them.  With  these  conditions  in  mind, 
he  said,  he  thought  the  third  class  rate  was  a  reasonable  one 
to  apply. 

W.  J.  Larrabee,  attorney  for  the  defendants,  said  that 
Armour  &  Co.,  at  Jersey  City,  persistently  refused  to  furnish 
cars  for  this  movement.  W.  W.  Manker,  assistant  traffic  man- 
ager for  Armour  &  Co.,  said  he  could  not  understand  this,  be- 
cause, he  said,  "at  the  present  time  we  are  loaning  out  our 
cars  to  anyone  who  cares  to  use  them."  He  said  the  refusal  to 
furnish  them  at  Jersey  City  must  have  been  due  to  some  mis- 
understanding on  the  part  of  the  traffic  man  in  charge  and  that 
he  would  take  the  matter  up  immediately. 


SHEEP  PELTS,  DENVER  TO  CHICAGO 

Hearing  on  docket  No.  12305,  Armour  &  Co.  vs.  C.  B.  &  Q. 
et  al.,  was  held  before  Examiner  John  T.  Money  in  Chicago,  May 
17.  The  complaint  in  the  case  involved  the  rate  on  sheep  pelts 
and  mixed  cars  of  sheep  pelts  and  green  salted  hides  from  Den- 
ver to  Chicago,  the  complainant's  contention  being  that  the 
articles  are  analagous  and  that  the  rate  on  green  salted  hides 
in  carloads  should  apply.  Reparation  on  45  carloads,  amount- 
ing to  approximately  $2,500,  was  asked. 

W.  W.  Manker,  assistant  traffic  manager  for  Armour  & 
Co.,  cited  a  number  of  cases  in  which  a  similar  question  had 
been  raised  and  disposed  of  as  prayed  for  by  the  complainants. 
He  called  attention  to  docket  No.  11792,  Swift  &  Co.  vs.  C.  B.  & 
Q.,  in  which  an  identical  issue  was  involved  and  on  which  the 
examiner  has  rendered  a  tentative  report  favorable  to  Swift  & 
Co.  The  rate  paid  on  this  commodity  subsequent  to  August 
26,  1920,  was  $1.13%  and  the  green  salted  hide  rate,  which 
Armour  &  Co.  wants  to  have  prescribed  for  the  future  was  98 
cents. 

Paul  B.  Blanchard,  attorney  for  the  complainants,  introduced 
a  number  of  exhibits,  purporting  to  show  that  the  value  of  sheep 
pelts  was  less  than  green  salted  hides,  that  the  two  articles 
loaded  nearly  equally  and  that  the  loss  and  damage  claims  were 
light.  He  said  that  the  $1.13%  rate  applied  was  the  same  as 
that  on  packing  house  products,  the  value  of  which  was  much 
higher,  and  the  character  of  service  on  which  was  better  than 
that  of  sheep  pelts. 

A.  B.  Enoch,  appearing  for  the  defendants,  asked  leave  and 
received  permission  to  enter  a  transcript  of  the  defense  in  No 
11792  as  his  defense  in  this  case 


CHANGES  IN   DOCKET 

Hearing  in  12011,  American  Cigar  Co.  vs.  P.  &  0  S  S  Co 
et  al.,  assigned  for  May  16  at  Washington  before  Examiner  Wag- 
ner was  reassigned  for  May  20. 

fr  mHMairing  S-n  }•  and*?'  1317  and  flrst  suPPlemental  order,  grain 
[isspun  to  southern  Illinois  points,  assigned  for  Mav  19 
at  St.  Louis  before  Examiner  Keeler,  was  canceled 

^f^ff in  "856,  Corona  Coal  Co-  vs.  Director  General  as- 
signed for  May  19  at  Birmingham,  Ala.,  was  postponed  to  a  date 
to  be  hereafter  fixed. 

Hearing  in  9702,  7304,  9886,  10084,  6390,  10418,  10419  7250 
and  portions  of  fourth  section  applications  458  1548  isqs'  -\W9 
2045,  2138  4218,  4219,  4220,  702*1867,  assigned  for  May '  16  ai 
Memphis  before  Examiner  Pitt  was  canceled  and  reassigned  for 
June  20  at  Memphis  before  Examiner  Pitt. 


A  CORRECTION 

In  The  Traffic  World  of  May  7,  page  973,  reference  was  made 
to  the  petition  of  the  "Texas   Sulphur  Company"  to  the  Com- 
mission on  various  sulphur  rates.     This  was  an  error     The  pe- 
:ion  was  filed  by  the  Texas  Gulf  Sulphur  Company. 

C.   T.    H.   &    S.    E.    NOTE. 

The   Chicago,  Terre  Haute   &   Southeastern   has   asked   the 

emission  of  the  Commission,  in  Finance  Docket  No    1443    to 

pledge   $180,000   worth,   face   value,  of  its   first    and    refunding 

mortgage   gold   bonds,   as   collateral    security   for   a   promissory 

note  in  favor  of  the  First  National  Bank  of  Chicago 


LOS  ANGELES  &  SALT  LAKE  NOTES 

The    Commission    has   authorized    the  Los   Angeles    &    Sail 
3  to  issue  at  par  $2,500,000  of  promissory  notes  at  not  to  ex- 
ceed 7  per  cent  interest  to  meet  cash  requirements  in  1921. 


Muy  21.  HUM 
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AMERICAN  NATIONAL 

ECONOMICS  SERIES 

Series  No.  I 

SOME  PHASES  OF  THE  TRANSPORTATION 
PROBLEM 

By  Francis  B.  James 

55  pages,  table  of  citations  and  index.  Second  Edition 
(second  5,000).  Paper  Cover,  25  cents;  Cloth  Cover,  50 
cents. 

"Timely  and  full  of  meat." — Roscoe  Pound,  Dean  of 
Harvard  Law  School. 

"It  discusses  the  question  from  a  new  viewpoint  of 
American  Nationalism." — Publisher's  Preface. 


Series  No.  2 

STRIKING  PASSAGES  FROM  INAUGURAL  ADDRESS 
OF  PRESIDENT  HARDING,  MARCH  4,  1921 

With  short  introduction  by  Francis  B.  James,  11   pages 
and  index.    Paper  Cover,  10  cents. 


Series  No.  3 
COMMON   SENSE   VS.    PROHIBITION    IN    RAILROAD 

RATES,  1921 

By  Edgar  Gengenbach,  General  Sales  Manager, 

Anheuser-Busch  Co.,  with  introduction  by 

Francis  B.  James 

39  pages  with  table  of  citations,  index,  biography  and 
frontispiece  "This  is  the  House  That  Davies  Built."  Third 
Edition  (Third  2,000.)  Paper  Cover,  25  cents;  Cloth  Cover, 
50  cents. 

"In  a  series  on  'American  National  Economics/  a  booklet  by  Edgar 
Gengenbach,  reflecting  lucidity  and  radiating  sense,  goes  straight  to 
the  heart  of  the  freight  rate  adjustment." — Two  column  editorial, 
page  8,  New  York  Herald  for  Thursday.  April  21,  1921. 

"Many  thanks  for  Mr.  Gengenbach's  pamphlet  which  I  have  read 
with  much  interest.  Lawyers  seem  curiously  reluctant  to  admit 
that  a  great  part  of  the  administration  of  justice  and  of  application 
of  standards,  whether  by  courts  or  administrative  commissions,  is 
the  application  of  trained  intuition  and  common  sense  to  problems 
that  do  not  admit  of  mechanical  logical  solution.  Lawyers  with 
whom  I  talk  about  this  seem  to  think  that  I  am  undermining  the 
whole  legal  fabric  when  .1  simply  call  their  attention  to  what 
actually  happens  and  refuse  to  be  deceived  by  words.  As  you  point  out 
forcibly  in  your  introduction,  the  real  harm  is  done  by  doctrinaire 
attempts  to  realize  the  illusion  of  certainty  through  mechanical  logic, 
not  by  looking  facts  in  the  face  and  trying  to  give  a  rational  ex- 
planation of  them." — Roscoe  Pond,  Dean  of  the  Harvard  Law  School. 


Series  No.  4 
CLARK  ON  INTERSTATE  COMMERCE 

With  introduction  by  Francis  B.  James 
238  pages  of  text;  79  pages  of  introduction  and  index. 
Cloth  Cover,  $3.  Discusses  among  other  things  the  "weak 
roads"  problem.  Of  particular  interest  in  conjunction  with 
Series  No.  3  as  to  Section  15-a  of  the  Interstate  Commerce 
Act  and  the  new  Warfield  plan  of  March  21,  1921. 


Series  No.  5 
GREAT  OPINIONS  ON  AMERICAN  NATIONALISM 

With  introduction  by  Francis  B.  James 
This  will  come  from  the  press  about  November  1,  1921, 
and  price  will  be  announced  later. 


Series  No.  6 

ADMINISTRATION   OF   LEGAL  STANDARDS   BY 
ADMINISTRATIVE  BODIES 

By  Francis  B.  James 

This  will  come  from  the  press  about  January  1,  1922,  and 
price  will  be  announced  later. 

Remittances  of  less  than  $1  may  be  made  in  postage 
stamps  to 

JOHN  BYRNE  &  CO. 

715  Fourteenth  Street,  N.  W. 

Washington,  D.  C. 


North  China  Line 

(Columbia  Pacific  Shipping  Company) 

PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,   Tientsin    (Taku    Bar), 

Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama  and  Kobe 

Selling*  Every  Twenty-ana  Dar*  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  fl.f  A-l  Steel  St.am.r.) 

SS  "VENITA"  June  8 

SS  "WEST  KADER"  June  47 

SS  "WEST  KEATS"  July  18 

SS  "WEST  NIVARIA"  August  8 

Transhipment  at  Shanghai   to   American    River   steamers   (or 

Nanking,    Pukow.    Hankow    and    other    open 

Yangtse  River  ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 

Sudden  &  Christenson 

General  Eastern  Agent* 

44  Whitehall  St.,  New  York  City 
or 

Columbia  Pacific  Shipping  Company 

General  Office. 

Board  of  Trade  Building,  Portland,  Oregon 


The  Big,  Important  Things 

that  worry  the  Traffic  Manager— 

(1)  Analyzing  the  traffic  of  his  firm. 

(2)  Seeking  profitable  rate  adjustments 

for  the  traffic, 

which  means: 

Making  rate  comparisons. 

Making  sectional  and  local  trans- 
portation comparisons. 

Making  operating  and  revenue  sta- 
tistics comparisons. 

Digesting  decisions,  if  any,  involv- 
ing analogous  conditions. 

Presenting  the  case  in  proper  form 
to  the  proper  source  for  relief. 

Our  Rate  and  Traffic  Experts  can  be 

of  material  help  to  shippers  in  this  vital 
phase  of  their  business. 

"AT  YOUR  SERVICE" 

SPECIAL  SERVICE  DEPARTMENT 

The  Traffic  Service  Corporation 

Colorado  Bldg.  WASHINGTON,  D.  C. 
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Digest  of  New  Complaints 

. — • 

No.  12680.    American  Fruit  and  Vegetable  Shippers'  Assn.  et  al.,  Chi- 
cago, vs.  American  Hallway  Express  Co.  et  al. 

rnjust,  unreasonable,  unduly  discriminatory  and  prejudicial 
rates  on  fruits  and  vegetables  from  California  and  other  interstate 
points  to  New  York  City  when  transferred  by  float  from  Erie  rail- 
road depot  in  Jersey  City.  N.  J.  Asks  for  rates  and  charges  not 
in  excess  of  those  In  effect  on  February  27.  1921,  and  reparation. 

No.   12681.     In  re  charges  for  wharfage,  handling,   storage  and  other 
accessorial  services  at  south  Atlantic  and  gulf  ports. 

No.  12682.    The  Kepuhlic  of  France  vs.  West  Shore  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  prejudicial 
storage  charges  and  detention  charges  on  various  commodities 
because  assessed  on  car  demurrage  storage  rates.  ASKS  for 
reparation  down  to  ground  storage  basis. 

No.  12683.    A.  Kaplan,  Kaplan,  La.,  vs.  C.  R.  I.  &  P.,  Payne  et  al. 

rnjust.  unreasonable,  unjustly  discriminatory  and  prejudicial 
rates  on  rough  rice  from  Clarendon,  Ark.,  to  Kaplan,  La.  Asks 
just  and  reasonable  rates  and  reparation. 

No.   12684.     Magnolia  Petroleum  Co.,   Galveston,   Tex.,   vs.   St.   Louis- 
Southwestern,  Payne  et  al. 

1'njust,  unreasonable  rates  on  sulphuric  acid  from  East  St. 
Louis  to  Chaison,  Tex.  Asks  for  Just  and  reasonable  rates  and 
reparation. 

No.  12685.    Malcolm  H.  Reed,  Austin,  Tex.,  vs.  Payne,  as  agent. 

1'njust  and  unreasonable  rates  on  cedar  fence  posts  from  Haw- 
klnsville.  Tex.,  to  Artesia.  N.  M.  Asks  for  reparation. 

No.  12686.     Paxton  &  Gallagher  Co.  et  al.,  Omaha,  Neb.,  vs.  C.  B.  & 
Q.,  Payne  <>t  ;il. 

I  'n Just  and  unreasonable  rates  on  bicarbonate  of  soda  from 
Mississippi  River  crossings  to  Omaha,  Neb.  Asks  for  just  and 
reasonable  rates  and  reparation. 

No.  12687.    The  Republic  of  France  vs.  Lehigh  Valley. 

1  'n just,  unreasonable,  unjustly  discriminatory  and  prejudicial 
storage  charges  on  forgings  at  New  York  City  by  reason  of 
charges  being  assessed  on  basis  of  car  demurrage  rates.  Asks 
for  reparation  down  to  ground  storage  rates.  Same  complaint  as 
to  shipments  of  gasoline  locomotives. 

No.  12688.    The  Republic  of  France  vs.  Erie. 

rnjust  and  unreasonable  rate  of  steel  billets  from  Hammond, 
Ind..  to  New  York  City  for  export.  Asks  for  reparation. 

No.  12689.     The  Republic  of  France  vs.  New  York  Central  et  al. 

I'njust.  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial storage  rates  on  various  commodities  at  New  York  City  by 
reason  of  fact  that  shipments  were  assessed  on  basis  of  ware- 
house storage  rates.  Asks  for  reparation  down  to  ground  storage 
rates. 

No.   12690.     The  Public  Service  Commission  of  Nevada  vs.   Sou.   Pac. 
ct  al. 

rnjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential or  prejudicial  rates  on  sugar,  fresh  fruit,  canned  fruit  and 
vegetables  and  fruits  dried  or  evaporated,  from  various  points  in 
California  and  Utah  to  points  in  Nevada.  Asks  just,  reasonable 
and  non-discriminatory  rates. 


No    12691      The  Republic  of  France  vs.  Pennsylvania. 

Unjust  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial storage  charges  at  New  York  City  on  shipments  of  switch- 
stands  and  other  commodities  by  reason  of  fact  that  warehouse 
stoiale  rates  were  charged.  Asks  for  reparation  down  to  ground 


No. 


JEtna  Explosives  Co.,  Inc.,  New  York,  N.  Y.,  vs.  Pennsyl- 


i8na  unreasonable  rates  on  imported  nitrate  of  soda  be- 
tween  Baltimore,  .  Md.,   and   Goes,    O.     Asks  just  and   reasonable 

No.  'l2693.anporflandl  Traffic  and  Transportation  Assn.  et  al.,  Portland, 

0Unjust,  unreason'ableaand  unduly  preferential  rates  on  oil  cloth 
from  Peekskill,  N.  Y.,  and  Rock  Island,  111.,  to  Portland,  Ore.  Asks 
for  reparation  down  to  basis  of  floor  oil  cloth  rates. 

No  12694.  In  the  matter  of  intrastate  passenger  fares  of  the  Chicago, 
Lake  Shore  &  South  Bend  Ry.  Co.  between  points  m  the  state  of 
Indiana. 

No.  12695.     Rudy-Patrick  Seed  Co.,  Kansas  City,  Mo.,  vs.  I.   &  G.   N. 

etUn'just  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  cane  seed,  sorghum  seed  and  sudan  seed  between 
Texas  points  and  Kansas  City,  Chicago,  St.  Louis  and  other 
points.  Asks  just  and  reasonable  rates  and  reparation  down  to 
the  basis  of  wheat  rates. 

No.  12695,  Sub.  No.  1.     Same  vs.  Payne,  as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  cane  seed,  sorghum  seed  and  sudan  seed  between 
Texas  points  and  Kansas  City,  Louisville,  Chicago,  St.  Louis  and 
other  points.  Asks  reparation  down  to  the  basis  of  wheat  rates. 

No.  12696.  The  State  Highway  Dept.  of  Texas,  Austin,  Tex.,  vs. 
Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  vehicles  from  Norfolk,  Va., 
and  South  Kearney,  N.  J.,  to  Camp  Mabry,  Tex.  Asks  reparation. 

No.  12697.  Savannah  Cotton  Exchange  et  al.,  Savannah,  Ga.,  vs.  At- 
lantic Coast  Line  et  al. 

Attacks  as  unjust,  unreasonable  and  unjustly  discriminatory  the 
absence  of  joint  through  rates  and  concentration,  substitution, 
compression  and  reshipment  regulations  at  Savannah,  Ga.,  on 
cotton,  cotton  linters  and  regins  from  points  in  the  Carolinas  to 
eastern,  interior  eastern  and  Canadian  points.  Asks  for  joint 
through  rates  and  concentration  privileges  similar  to  those  main- 
tained at  south  Atlantic  ports. 

No.  12698.  Southern  Ohio  Coal  Exchange,  Columbus,  O.,  vs.  C.  &  O. 
et  al. 

Unjust,  unreasonable,  unduly  discriminatory  rates  on  bitumi- 
nous coal  from  Ohio  groups  to  C.  F.  A.  territory  as  compared  with 
rates  from  the  Crescent  groups.  Asks  for  just,  reasonable  and 
non-discriminatory  rates  which  will  be  properly  related  to  the 
rates  from  Crescent  groups  and  the  establishment  of  differentials 
which  will  fluctuate  with  the  rates. 

No.  12699.  American  Farm  Bureau  Federation  et  al.,  Chicago,  vs. 
Aberdeen  &  Rockfish  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial transportation  charges  on  live  stock,  C.  L.,  from  and  to  the 
Union  Stock  Yards  at  Chicago,  due  to  application  of  $3  per  car 
in  excess  of  rates  to  and  from  Chicago  instead  of  $2.50  per  car. 
Asks  cease  and  desist  order,  just  and  reasonable  rates  and  charges 
and  reparation  of  $60,000. 


Docket  of  the  Commission 


Note.      Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.    Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  m 
this  Docket  will  be  noted  elsewhere. 
May  23— Chicago,  111. — Examiner  Money: 

12311— Swift  &  Co.  vs.  Director  General. 
May  23 — Warren,  Pa. — Examiner  Smith: 

12392 — Clarendon  Refining  Co.  et  al.  vs.  A.  C.  L.  et  al. 
May  23— Helena,  Ark.— Examiner  Witters: 

12393 — Lee  Pendergrass  Cotton  Co.  et  al.  vs.  Mo.  Pac.  et  al. 
May  23 — New  York,  N.  Y. — Examiner  Barlcay: 
12066 — Construction   and    repair   of   railroad    equipment    (locomotive 

equipment  of  the  N.  Y.  C.  R.  R.  Co.  lines  east  and  west). 
May  23— Salt  Lake  City,  Utah— Examiner  Gerry: 

325 — Wasatch  Coal  Co.  et  al.  vs.  Director  General. 
12328 — Jeremy  Fuel  and  Grain  Cp.  et  al.  vs.  Director  General. 
May  23 — Oklahoma  City,  Okla. — Examiner  Early: 
12315— J.  D.  Sugg  et  al.  vs.  C.  R.  I.  &  P.  et  al. 
12377— Williamson  Halsell  Frazier  Co.  vs.  Director  General. 
May  23 — Argument  at  Washington,  D.  C.: 
11110  and  Sub.   No«.   1   to  8,   Inc.— Atlas  Portland  Cement  Co.   T«. 

Director  General  et  al. 
May  24— Chicago,  111. — Examiner  Money: 

12314— Swift  &  Co.  vs.  Director  General. 
May  24 — Washington,  D.  C. — Examiner  Woodrow: 

-Corona  Coal  Co.  vs.  Mississippi- Warrior  Service  et  al. 
May  24 — Washington,  D.  C. — Examiner  Butler: 

Consolidated  Press  Assn.  vs.  Western  Union  Telegraph  Co. 
May  24 — VIncennes,  Ind. — Examiner  Keeler: 
12385— Dyer  Packing  Co.  vs.  B.  &  O.  et  al. 
May  24— Des  Molnes,  la. — Examiner  Jewell: 

—Iowa  Malleable  Iron  Co.  VB.  A.  T.   &  S.  F.  et  al. 
Mav  24 — Salt  Lake  City.  Utah— Examiner  Gerry: 

-Ogden  Packing  and  Provision  Co.  vs.  D.  &  R.  G.  et  al. 
May  24 — Argument  at  Washington,  D.  C. : 

>48— TJlacifer  Co.  vs.  American  Ry.  Express  Co. 

DuPont  de  Nemours  &   Co.   vs.   Genessee   &  Wyoming 

B  Nemours  &  Co.  vs.  Genessee  ft 


May  25 — Argument  at  Washington    D.  C.: 

II— The  Certain-teed  Products  Corp.  vs.  A.  T.  &  S.  F    et  al 

laha  Chamber  of  Commerce.  Traffic  Bureau,  vs.   C   'B.   & 

Mjy2S— Indianapolis,  Ind.— Examiner  Keeler: 
12349— Klngan  &  Co..  Inc..  vs.  Director  General. 


May  25 — Kansas  City,  Mo. — Examiner  Hartman: 
valuation   Docket  4 — Kansas  City  Southern  Ry.,  Arkansas  Western 

Ry.,  Fort  Smith  &  Van  Buren  Ry.  et  al. 
May  25 — Chicago,  III. — Examiner  Money: 
12316— Swift  &  Co.  vs.  Director  General. 

12337— -Swift  &  Co.  vs.  East  St.  Louis  Junction  R.  R.  and  Director 
General. 

May  25— Cleveland,  O. — Examiner  Smith: 

12318— The  Grasselli  Chemical  Co.  vs.  N.  Y.  O.  et  al. 
May  25— Ottumwa,  la. — Examiner  Jewell: 

12394 — Ottumwa  Chamber  of  Commerce  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
May  26 — Argument  at  Washington,  D.  C. : 

Finance  Docket  1181 — Application  of  E.  P.  &  S.  W.  Co.  for  authority 
to  change  its  authorized  capital  stock,  having  a  par  value,  to  cap- 
ital stock  without  par  value. 
Finance   Docket  1214 — Application  of  Ft.   Smith  &  Western  Ry.  Co. 

for  authority  to  issue  securities. 

Finance  Docket  1386— Application  of  the  Denver  &  Rio  Grande  West- 
ern R.  R.  for  authority  to  issue  common  capital  stock. 
May  26— Chicago,  111.— Examiner  Money: 

12335— Swift  &  Co.  vs.  Georgia  Northern  et  al. 
May  26 — Canton,  O. — Examiner  Smith: 

12391 — The  Whitacre-Greer  Fireprooflng  Co.  vs.  Pa.  R.  R.  et  al. 
May  27— Chicago,  III.— Examiner  Money: 

12301 — Albert  Lea  Packing  Co.,  Inc.,  et  al.  vs.  Director  General. 
May  27— Dallas,   Tex.— Examiner  Early: 

12371 — Theo.  Marcus  &  Co.  vs.  Director  General. 
May  27— Lake  Charles,  La.— Examiner  Witters: 

12355— Lake   Charles   Naval   Stores   Co.   vs.    Alexandria   &   Western 
et  al. 

May  27 — Argument  at  Washington,  D.  C. : 

"  Finance.  Docket  24 — Application  of  the  Detroit  £  Ironton  R.  It.   Co. 
for  a  certificate  of  public  convenience  and  necessity  (in  so  far  as 
t  relates  to  the  acquisition  by  lease  of  the  property  of  the  D.  T. 
&  I.  R.  R.  Co.  by  applicant). 
May  28— Chicago.  111.— Examiner  Money: 

12284— Wilson  &  Co.,  Inc.,  of  Oklahoma,  et  al.  vs.  C.  R.  I.  &  P.  et  a' 
M?£,30~New  Orleans,  La.— Examiner  Witters: 

12345 — John  P.  Rausch  Co.,  Inc.,  vs.  G.  H.  &  S.  A.  et  al. 
May  31 — Cincinnati,  O. — Examiner  Keeler- 

)20— The  Monitor  Stove  Co.  vs.  Can  Pac.  et  al. 

•The  Procter  &  Gamble  Co.  vs.  Apalachicola  Northern  et  al. 
M»X   31— Houston,   Texas— Examiner   Early: 

12359 — Humble  Pipe  Line  Co.  vs.  Director  General. 
May  31— Omaha,  Nebr.— Examiner  Gerry: 

I.  and  S.   1319 — Cancellation  of  lumber  rates  from  Pacific  Coast  to 
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EXPORTERS  AND  IMPORTERS 

When  routing  your  import  or  export  shipments  do  not  overlook  the  advantageous  feature*  in  rail  and  ocean  rates  and  ship- 
side  rail  and  water  connections  without  lighterage  and  excessive  handling  charges  by  shipping  through  OALVESTON. 

A  fully  equipped  and  efficient  organization  is  at  your  disposal  giving  you  full  representation  at  the  port  in  looking  after  the 
prompt  and  proper  deliveries  to  and  from  steamers  -inspecting  and  sampling  where  necestary  find  making  report*  as  to  the  move- 
ment and  condition  of  shipments  when  arriving  -IMPORT  or  when  leaving  EXPORT.  A  iervice  guaranteeing  prompt  forwarding. 

Our  employees  personally  see  your  shipment  and  direct  its  movement  through  the  port 
terminals  and  Rail  yards. 

THE  STONE  FORWARDING  CORPORATION 

Incorporated 

OCEAN  FREIGHT  BROKERS  FORWARDING  AGENTS  LICENSED  CUSTOMS  BROKERS 

Ocean  space  booked  on  regular  lines  to: 

Liverpool,  Manchester,  Glasgow,  Belfast,  Dublin,  London,  Hull,  Antwerp,  Ghent,  Rotterdam, 
Amsterdam,  Hamburg,  Bremen,  Gothenburg,  Christiania,  Copenhagen,  Havre,  Dunkirk,  Bor- 
deaux, Barcelona,  Marseilles,  Genoa,  Venice,  Mestre,  Trieste,  Fiume,  Salonika,  Piraeus,  Smyrna, 
Beirut,  Japan,  China,  Tampico,  Veracruz,  Rio,  Santos,  Buenos  Aires,  and  other  ports  when  cargo 

offers. 

ON  EXPORT  SHIPMENTS  send  us  your  Rail  B/L      [  „, 

ON  IMPORT  SHIPMENTS  send  us  your  Ocean  B/L  (  We  attend  to  al1  detalls' 
WHEN  MAKING  PURCHASES  IN  FOREIGN  MARKETS  specify  routing  via  Galveston 
in  our  care  and  relieve  your  mind  of  further  worry. 

R  .1  .    .      .     t  Hutchings,  Scaly  &  Co.,  Bankers.  Galveston,  Texas  Texas  Bank  &  Trust  Co.,  Galveston.  Texas 

I  City  National  Bank,  Galveston,  Texas  Or  any  other  Galveston  Bank     Bradstreet's  or  Dun's 

GALVESTON,  TEXAS 


STORAGE  WAREHOUSES 

(At  Ship-side) 
Largest  Concrete  DOUBLE  DECKED  Warehouse  in  the  South 

(470,565  Square  Feet  Floor  Space)  Trackage  for  140  Cars 

Modern  facilities  for  handling  all  kinds  of  commodities. 
Electric  stacking  and  hoisting  equipment.  Gasoline 
and  Electric  Tractors  and  Trailers.  Lumber  and  To- 
bacco Dollies.  Motor  Truck  Transportation. 

Galveston  is  the  logical  point  from  which  to  distribute  your 
product  throughout  TEXAS,  OKLAHOMA,  CALIFORNIA, 
ARKANSAS  and  MEXICO.  Try  carrying  a  stock  with  us. 

STORAGE     DISTRIBUTION     FORWARDING 

Write 

COTTON    CONCENTRATION   COMPANY,  INC. 

GALVESTON,  TEXAS 
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*  O.  and  O.  N.  Ry.   («uppl«- 


Minnesota  points  via  C.  St.  P.  M. 
mental  hearing). 

jne  1 — Denver.  Colo. — Examiner  Disque:  AT*. 

,2146—Thc  NAtional  Live  Stock  Shippers'  League  et  al.  vs.  A.  T.  & 

1226*-Bfoard'  of  Railroad  Commissioners  of  the  State  of  South  Da- 
kota vs.  C.  &  N.  W.  et  al. 
June  1 — Evansville,  Ind. — Examiner  Mullen: 

12454— Cannelton  Sewer  Pipe  Co.  vs.  Director  General  and  Sou    Ry. 
12454  (Sub.  No.  1)—  Huntingburg  Pressed  Brick  Co.  vs.  Director  Gen- 

12454l(Sub.SNUo.  2)— U.  S.  Hame  Co.  vs.  Director  General  and  Sou.  Ry. 
12524—Imliana  Cotton  Mills  vs.  Director  General  and  Sou.  Ry. 
125247sub.  No.  1)— John  Obrecht  Sons'   Mfgr.  Co. vs.   Director  General 

12«4d  (flub.  'NO.  2)— Tell  City  Woolen  Mills  vs.  Director  General  and 

12524U<Sub    No.  3)— U.  S.  Brick  Co.  vs.  Director  General  and  Sou.  Ry. 
12524  (Sub.  No.  4) — Tell  City  Furniture  Co.  vs.  Director  General  and 

12524U(Sub.  No.  5)— Knott  Mfg.  Co.  vs.  Director  General  and  Sou.  Ry. 
12524  (Sub.  No.  6) — Tell  City  flouring  Mills  vs.  Director  General  and 

125241  (Sub.  No.  7)— Tell  City  Water  and  Light  Co.  vs.  Director  Gen- 
eral and  Sou.  Ry. 

June  1— Washington.  D.  C.— Examiner  Quevedo: 
12177 — British  United  Shoe  Machinery  Co..  Ltd.,  vs.  Pa.  R.  R. 

June  1 — Argument  at  Washington.  D.  C. : 

11670— Cameron  Coal  Co.   et  al.  vs.  Marion  &  Eastern  et  al. 

Finance  Docket  1159— Application  of  the  Atlanta  &  St.  Andrews  Bay 

Ry.  Co.  for  a  certificate  of  public  convenience  and  necessity. 
June  1— Natcher.  Miss.— Examiner  Witters: 

8723 — Natche*  Chamber  of  Commerce  et  al.   vs.   St.   L.   I.   M.   &  8. 

et  al. 
June  1— Memphis.  Tenn.— Examiner  Woodrow: 

10599— The  Procter  &  Gamble  Co.  vs.  C.  N.  O.  &  T.  P.  et  al. 

10600 — The  Procter  &  Gamble  Co.  vs.  C.  N.  O.  &  T.  P.  et  al. 

10405— Southport  Mill,  Ltd.,  vs.  C.  &  N.  W.  et  al. 

10405  (Sub.  No.  1)— Terminal  Oil  Co.  vs.  C.  &  N.  W.  et  al. 

10405  (Sub.  No.  2) — Terminal  OH  Co.  vs.  Mo.  Pac.  et  al. 

10407— Southport  Mills.  Ltd..  vs.  Director  General  and  T.  &  M.  V. 

10408 — Southport  Mill,  Ltd.,  vs.  Director  General  and  I.  C. 

10409— Southport  Mill.  Ltd.,  vs.  N.  O.  T.  &  M.  et  al. 

10410— Terminal  Oil  Mill  Co.  vs.  N.  O.  T.  &  M.  et  al. 

10464 — Southport  Mill.  Ltd..  vs.  C.  &  A.  et  al. 

10519— Southport  Mill.  Ltd..  vs.  O.  P.  &  St.  L..  et  al. 

10557— Southport  Mill.  Ltd.,  vs.  Erie  et  al. 

10558— Southport  Mill,  Ltd..  vs.  I.  C.  et  ai. 

10564— Southport  Mill,  Ltd..  vs.  N.  O.  T.  &  M.  et  al. 

11B74— Southport  Mill,  Ltd..  vs.  B.  &  O.  et  al. 
June  2 — Washington.  D.  C. — Examiner  Quevedo: 

12497— United  States  of  America  vs.  B.  &  O.  et  al. 
June  I— -Galveston.  Tex. — Examiner  Early: 

12293— W.  L.  Moody  Cotton  Co.  vs.  I.  &  G.  N.  et  al. 


June  2— Huntington.  W.  Va.— Examiner  Keeler: 

11628— Stone  Branch  Coal  Co.  vs.  C.  &  O. 
june  2 — Argument  at  Washington.  D.  C. : 

*  11862 — Missouri  rates  and  charges. 

*  11623 — New  York  rates,  fares  and  charges. 
Jl!ne  3— vincennes,  Ind.— Examiner  Mullen: 

12419-National  Rolling  Mill  Co  vs.  B    &  O.  et  a  . 

12408— Fred  Kixmiller  et  al.  vs.  Director  General  and  B.  &  O. 

12407— Loogootee   Fire   Clay   Products  Co.   vs.   Director  General  and 

B.  &  O. 
June  3 — Des  Moines,  la.— Examiner  Hunter: 

12506— Greater    Des    Moines    Committee,    Inc.,    et    al.    vs.    Arkansas 

Central  et  al. 
June  3— Chicago,  111.— Examiner  Money: 

10475— The  Rath  Packing  Co.  vs.  111.  Cent,  et  al. 
June  3— Meridian,  Miss.— Examiner  Witters: 

12309— The  Newton  Cotton  Oil  Co.  vs.  A.  &  V.  et  al. 
June  3 — Argument  at  Washington,  D.  C.: 

I.  and  8.  1269— Extension  of  Memphis  Southwestern  scale  to  addi- 
tional southwestern  points. 

Fourth  Section  App.  11761— F.  A.  Leland. 
June  4 — Philadelphia,  Pa.— Examiner  Paulson: 

12436 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Pa.  R.  R.  et  al. 
June  4 — Chicago,  111.— Examiner  Money: 

*  I.  and  S.  1332 — Rail  and  water  rates  on  plaster  from  Southard,  Okla., 

'  to  New  York  and  Brooklyn,  N.  Y. 

June    6— Los    Angeles,    Calif.— Examiner   Hartman: 

Valuation  Docket  26 — San  Pedro,  Los  Angeles  &  Salt  Lake  R.  R. 
June  6— Parkersburs.  W.  Va.— Examiner  Quevedo: 

12437— The  Parkersburg  Rig  and  Reel  Co.  vs.  A.  T.  &  S.  F.  et  al. 
June  6 — Terre  Haute,  Ind. — Examiner  Mullen: 

12456 — Grasselli  Chemical  Co.  vs.  C.  &  E.  I.  and  Director  General. 
June  6 — Chicago,  111. — Examiner  Disque: 

12268 — Board  of  Railroad  Commissioners  of  the  State  of  South   Da- 
kota vs.  C.  &  N.  W.  et  al. 

12146 — The  Natonal  Live  Stock  Shippers    League  et  al.  vs.  A.  T.  & 

S.  F.  et  al. 
June  6— New  York,  N.  Y. — Examiner  Paulson: 

12457 — W.  M.  Evans  Dairy  Co.,  Inc.,  vs.  Director  General. 

12404 — American  Nitro-Phospho  Corporation  vs.  A.  C.  L.  et  al. 
June  6 — Omaha,  Neb. — Examiner  Hunter: 

12489 — The  Reflnite  Co.  vs.  Director  General  and  C.  B.  &  Q. 

12471— L.  V.  Nicholas  Oil  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
June  6 — Bowling  Green,  Ky. — Examiner  Witters: 

I.    and    S.    1329 — Stone    from    Bowling   Green,    Ky.,    to    eastern   and 

southern  points. 
June  6 — Chicago,  111. — Examiner  Money: 

*  I    and  S.  1333 — Commodity  rates  on  brick  from  Danville  to  Bronson. 

111. 

June  6 — Wilmington,  N.  C. — Examiner  Barclay: 

12068 — Construction  and  repair  of  railway  equipment   (Locomotive 
equipment  of  the  A.  C.  L.  R.  R.). 


Negotiating  insurance  is  an  inci- 
dent with  you,  but  selling  insurance 
is  the  business  of  the  insurance 
man. 

What  do  you,  or  any  of  your  em- 
ployees, really  know  about  policies, 
companies,  rating  schedules  or  fire 
hazards  ? 


POLICY  HOLDERS  UNION 

INSURANCE    ATTORNEYS    AND    ENGINEERS 
SINCE    19O2 


MANHATTAN   BUILDING 
CHICAGO 


Our  service  is  professional.  Annual  re- 
tainers may  be  arranged,  covering  the 
entire  insurance  carried  in  connection 
with  the  business.  Full  and  unlimited 
consultation  is  available  on  all  matters 
pertaining  to  insurance  rates,  policies, 
financial  standing  of  insurance  companies 
and  the  advisability  as  to  the  installation 
of,  and  the  cost  of,  fire  protection  equip- 
ment, etc. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate    and    Foreign    Commerce 

SmeclalM  *  Counsellor 

Bale  Aaalrsls— CUUru 

TrmMporutlon  971  SPITZER  BLDG. 

Trtokac*  ACTmncanwnts — Demurrare     TOLEDO,  OHIO 

••»«!  Matters  lUlitlni  to  BUU. 

InunlaM  sad  For*tn  Coeunerae 


OIOEOB  II.  BBOWH     OBOROI  L.  BOTUt 

BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  Adjmtmrnti 

aid  Practice  before  the  InUnt.tr 

Cannerce  Commluion. 


Bundta(, 

TeltpHoe*  Main  not 


WaihlnlUn.  D.  C 


GEO.    T.    BELL 

COMMERCE  COUNSEL 

1119-1921,  Executive  VIce-Presldent,  North- 
ern West  Virginia  Coal  Operators'  Associa- 
tion: 19H-1919.  Attorney-Examiner,  Inter- 
state Commerce  Commission:  1909-1919, 
Commerce  Counsel  for  various  commercial 
orsranlrations  and  shippers  of  Missouri  Hirer 

MUNSEY  BUILDING.  WASHINGTON,  D.  C. 


CHARLES  H.  LAMPEN 
Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


Hickox  Bid*., 


CLEVELAND,  O. 


CHAS.  E.  COTTERILL 

COMMERCE  COUNSEL 

Suite     1120    Hurt    Building 

ATLANTA,  GA. 

CLYDE  N.  THOMPSON 

INDUSTRIAL  TRAFFIC   MANAGER 

All     Traffic     and     Transportation     matters. 

Traffic  Service  Rendered  on  monthly 

basis.   Correspondence  solicited. 

MOREHEAD,    KY. 


KARL  ENOX  GARTNER 

(For  a  number  of  yean  Attorney  and  Bxamlner.  Interstate 
Commerce  Commission,  and  prior  thereto  engaged  in  tae 
practice  of  law  at  Louisville.  Ky. ) 

Special  attention  to  matters  before  the  Interstate 
Commerce  Commission,  Income  Tax  Unit,  Federal 
Trade  Commission,  United  State*  Shipptag  Board. 
Federal  Courts. 

701-706  WOODWARD  BLDO.,  WASHINGTON 


Wilbur  LaRoe,  Jr. 

Commerce  Counsel 
Southern  Building        Washington,   D.  C. 


EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty    Central    Trust    Building, 

St.  Louis,  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claims. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone,  Main  3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone,   Harrlion  8808 


MID-WEST  Box  COMPANY 


Look  for 

the 
Trade  Mark 


Use 

!ST     Triple  Tape 
Corners 


Corrugated 
Fibre-Board 
Products 

Solid  Fibre 

Containers 

MID-WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 


GENERAL  OFFICES: 
1337  Conway  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Rokomo,  Ind. 

We  operate  our  own  boxboard  and  strawboard  mills 
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Tags  that  mean 
efficiency  in  business 


The  Duo-Safety 
Shipping  Tag, 
with   identifica- 
tion ttub that 
cannot  be  de- 
stroyed, inturing 
you  against 
lost  shipments. 


Coupon  Tags  for 
everv  purpose, 
which  we  design 
especially  to  fit 

customer*'  need*. 


Work  Tags  of 
•very  type,  which 
can  be  developed 
to  a  point  of 
efficiency  equal 
to,  and  part  of, 
your  cost  ayttem. 


Home  of 
Tag  Service, 
Whipple  Street 
and  Carro 

Chicago 


How  we  have  raised  the  tag 
to  the  dignity  of  a  system 


So  much 
formal  bid- 


"LJOW do  some  people  buy  their  tags? 
•^^  cost  ?   So  much  dickering?   A  little 
ding  —  and  that's  out  of  the  way. 

All  wrong! 

Do  you  know  that  business  men,  factory  production 
leaders,  shipping  experts,  cost  specialists,  have  ac- 
cepted the  tag  as  in  a  class  with  the  efficiency  sys- 
tem, the  cost  system,  the  safety  paper  check  and 
similar  special  practice? 

If  you  get  just  any  old  tag  "printed  up,"  it  may  do, 
and  all  the  time  you  may  be  overlooking  savings  in 
shop  accounting  methods,  savings  in  labor  hours, 
savings  in  department  operations  and  in  shipments. 

Work  Tao-s  that  MANY  original  and  effec- 
vvurK.   idgb  mai  ivitiveworktagshavebeen 

speed  production  devel°ped  by  u»  for  firms 

large  and  small,  in  all  lines, 

to  perform  diverse  functions.  We  can  show  you  what 
has  been  done  and  help  you  plan  for  your  own  needs. 


•*•  so  many  interesting  ways  that 

<U1    PUrpOSCS    y°u  ou&nt  to  &°  over  them  and  see 
if  you  don't  find  something  needed 
to  improve  your  own  methods.   Ask  us,  or  our  repre- 
sentative to  show  you  these  systems.    No  obligation. 


Duo-Safety 

Shipping  Tags 


TNTERNATIONAL 

TXo  SERVICE 


uct.  A  shipping  tag 
with  an  identifica- 
tion stub  that  always  remains  at- 
tached to  the  shipment,  even  if  the 
tag  is  destroyed.  This  insures  you 
against  lost  shipment;  insures  your 
prompt  notification  from  the  carrier 
and  gets  the  goods  to  your  customer 
safer  and  quicker. 

Ask  for  our  advice  on  tags  — 

We  offer  our  advice  freely  and  with- 
out obligation.  Our  business  has 
been  built  on  such  service. 


Main  Office  and  Factory 

Chicago,  Illinois,  U.S.  A. 


Sales  Offices 

New  York  City  Roche»ter,N.Y. 

Milwaukee 
Denver 
Detroit 
Los  Angele* 


St.  Louis 
Cleveland,  Ohio 
Kansas  City,  Mo, 
Boston 


• 
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EATTCE 

TACOMA  | 

PORTLAND 


7r 


rans 


Dependable 

acific  Freight  Service 


Frequent 
Coastwise 
Sailings 

BETWEEN 

Seattle,      Tacoma, 
Victoria,     Vancouver, 
Portland,   San  Francisco, 
San  Diego,  Los  Angeles, 

and  all 
Alaska  Points. 


REGULAR  SERVICE  SS^B^SS^a  B^L   FREQUENT  SAILINGS 

From  SEATTLE  To 

Yokohama,  Kobe,  Shanghai,   Hong  Kong,  Manila,  Singapore, 
Dairen,  and  *VIadivostock 

"Vessels  will  make  direct  call  if  offerings  justify. 

SAILINGS  FROM  SEATTLE 

SS  CROSS  KEYS,  June  4  SS  CITY  OF  SPOKANE,  June  27          SS  EDMORE,  July  20 

*SS  WENATCHEE,  June  18       «SS  SILVER  STATE,  July  9  *SS  KEYSTONE  STATE  July  30 

•Combination  freight  and  passenger  (Length  535  feet;  21.000  tons  displacement;  speed  i?H  knots). 

From  PORTLAND  To 
Yokohama,  Kobe,  Shanghai,   Hong  Kong,   Manila  and  Dairen 

Direct  connections  at  Hong  Kong  with  Feeder  service  to  Saigon,  Singapore.  Samarang.  Soerabaia.  and  way  ports. 

SAILINGS  FROM  PORTLAND 
SS  MONTAGUE,  June  20      SS  ABERCOS,  July  16      SS  PA WLET,  August  1 1      SS  COAXET,  Sept.  6 

For  Sailing  Date*,  Rate*,  Detailed  Information  Apply  to 

142  South  Clark  Street,  Chicago  17  State  Street,  New  York 

M.  J.  WRIGHT,  Freight  Traffic  Manager,  Seattle 

L.  L.  BATES,  Foreign  Freight  Agent,  Seattle 


AMI      MCAN      OWN!    D     AND      OPE.  RAT      D 


ADMIRAL  LINE 


ANVWHILRK       ON      THE       PACIFIC 


PACIFIC        STEAMSHIP       COMPANY 
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2000  Miles  in  Five  Minutes 


SEND  a  case  of  your  product  on 
this  trip.     Give  it  the  jars,  bumps,  and 
knocks  it  encounters  from  draymen,  freight 
handlers,  rough  riding  freight  cars,  the  shock 
of  quick  stopping  of  heavy  equipment,  etc. 

In  Jive  minutes  a  haul  of  2,000 
miles  is  actually  simulated  by  means  of  a 
large,  hollow,  revolving  drum  on  the  inside 
of  which  are  scientifically  constructed 
hazards  to  give  the  case  the  severest  tests  it 
would  get  in  actual  transit. 


This  is  a  new  way  to  test  your 

shipping   case — a  way  to   eliminate  many 
transportation  losses  and  damage  claims. 

It  is  but  one  of  the  methods  used 
in  an  investigation  of  the  materials  and  con- 
struction of  shipping  cases  which  is  now 
being  conducted  by  the  Container  Club. 

The  tests  are  made  at  the  Mellon 
Institute  of  Industrial  Research  at  the  Uni- 
versity of  Pittsburgh,  where  an  Industrial 
Fellowship  is  maintained,  with  full  labora- 
tory and  testing  apparatus. 


A  Free  Service 

Your  shipping  problems  can  be  solved.  We 
shall  be  glad  to  tell  you  what  is  to  be  done  in  send- 
ing sample  cases  of  your  goods  to  the  testing  labora- 
tory. Write  and  avail  yourself  of  this  free  service. 


THE  CONTAINER  CLUB 


An  Association  of  Corrugated  and  Solid  Fibre 

BOX  MANUFACTURERS 


608  South  Dearborn  Street 


Chicago,  111. 
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NO  GENERAL  RATE  REDUCTION 

The  National  Industrial  Traffic  League,  at  its  meet- 
ing in  Cleveland  this  week,  added  to  its  reputation  as  a 
safe  and  sane  body  of  representative  shippers  that  always 
adopts  a  wise  and  conservative  course  with  respect  to 
transportation  problems.  The  big  question,  so  far  as  the 
general  public  was  concerned,  was  the  effect  of  the  pres- 
ent high  freight  rates  on  business  and  the  agitation  that 
has  been  going  on  in  favor  of  a  general  reduction  in  rates 
as  a  means  of  restoring  business  to  normal.  The  Presi- 
dent of  the  United  States  has  been,  in  large  part,  respon- 
sible for  the  popular  idea  that  freight  rates  ought  to  come 
down  and  that  a  general  reduction  would  operate  as  a 
stimulus  to  business.  The  railroads  deprecated  that  kind 
of  talk,  as  did  also  many  shippers.  There  were  many 
other  shippers,  however,  who  helped  it  along  and  it  had 
liven  expected  that  some  of  these  would  make  themselves 
evident  at  the  League  meeting,  at  least  to  the  extent  of 
putting  on  a  fight,  should  the  subject  come  up  for  con- 
-i'k-ration.  It  did  come  up  in  a  set  of  resolutions  frankly 
meeting  the  question,  taking  firm  ground  against  any 
general  reduction  in  rates  at  this  time,  deprecating  efforts 
being  made  in  some  quarters  to  obtain  rate  reductions  bv 
means  of  political  pressure,  and  advocating  that  the  Com- 
mission be  left  free  to  exercise  its  judgment  in  the  mat- 
ter of  rate  readjustments.  The  fight  did  not  materialize, 
the  resolutions  being  adopted  unanimously  after  there 
had  been  full  opportunity  for  consideration  and  discus- 
sion and  with  a  full  representation  of  the  League  present. 
There  could  be  no  more  conclusive  evidence  of  the 
League's  position,  and  we  may  say  also  that,  in  our 
opinion,  that  position  could  not  well  be  wiser  or  more 
proper. 

The  League's  great  value,  from  the  public  point  of 
view,  has  been  that  it  offered  a  means  through  which 
business,  as  distinguished  from  the  railroads,  might  ex- 
press itself  in  transportation  matters,  and,  for  its  opin- 


ions (o  carry  weight,  they  must  be  i -OHM -r\  alive  and  fair 
not  radical  and  selfish.  This  they  have  always  been, 
and  we  congratulate  this  great  and  growing  organization 
on  its  ability  to  rise  above  narrow  and  selfish  considera- 
tions that  might  appeal  to  individual  members  and  tak>- 
broad,  reasonable  ground  on  questions  of  public  imp  T- 
tancc.  It  is  an  organization  that,  if  it  continues  to  be 
conducted  with  wisdom,  is  bound  to  play  an  increasingly 
important  part  in  the  country's  affairs. 

There  is  nothing  in  the  resolutions  or  position  of  the 
League  that  would  make  inconsistent  the  proper  activity 
of  any  member  who  feels  that,  on.  the  particular  com- 
modity in  which  he  is  interested,  the  rate  is  unfairly  dis- 
criminatory or  so  high  as  to  decrease  the  tonnage  that 
moves.  It  is  important  that  we  do  not  confuse  such  a 
condition  with  what  is  so  often  pointed  to  as  the  neces- 
sity for  a  general  reduction  in  the  level  of  freight  rates. 
Ignorant  men  in  Congress  and  elsewhere  have  been  re- 
sponsible for  this  confusion,  in  great  measure,  but  it  has 
been  added  to,  we  are  sorry  to  say,  by  shippers  who, 
thoughtlessly  or  selfishly  and  unfairly,  as  the  case  may 
be,  have  attempted  to  take  advantage  of  it  to  get  their 
own  rates  reduced.  We  held  to  the  position  that  these 
shippers  were  wrong,  but  we  did  so  with  some  misgivings 
as  to  approval  of  our  course  by  our  industrial  readers. 
\Ve  do  not  mind  saying  that  we  feel  greatly  gratified  that 
our  own  opinion  has  been  so  strongly  confirmed  by  the 
National  Industrial  Traffic  League. 

While  we  were  satisfied  that  the  more  broad-minded 
and  better  informed  industrial  traffic  men  admitted  pretty 
generally  that  there  could  be  no  reduction  in  the  general 
level  of  rates  until  operating  expenses  had  been  reduced 
more  than  now  seems  possible,  or  until,  in  addition  to 
reductions  in  operating  expenses,  there  was  an  appre- 
ciable increase  in  tonnage,  great  harm  was  being  done  by 
the  thoughtless  or  selfish  ones  who,  knowing  or  believing 
that  rates  were  so  high  on  the  particular  commodities  ir 
which  they  were  vitally  interested  as  to  interfere  with 
the  movement  of  business,  joined  in  the  cry  that  "rates 
must  come  down"  and  "high  rates  are  throttling  busi- 
ness." The  most  they  have  any  right  to  allege  is  that 
the  rates  on  their  particular  commodities  must  come 
down  and  that  the  rates  on  those  commodities  are  so  high 
as  to  throttle  that  particular  kind  of  business. 

But  even  assuming  that  they  are  right  in  this,  why 
the  cry  to  their  representatives  in  Congress  or  in  the  pub- 
lic prints?  If  their  charges  are  true,  they  rite  ^u^ceptible 
of  proof.  They  should  take  them  to  the  carriers  first.  If 
the  carriers  arc  too  stupid  to  see  the  truth  or  too  obstinate 
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To  the  Industrial  Traffic  Manager 

The  •  dull      lUobile  «  lUorthern 
serves  »duliport  If  lobile  &  |1| ew  Orleans 


ITS  SPECIALTY:  Dependable  Freight  Service. 

ITS  AMBITION:  To  serve  you. 

ITS  INVITATION:  To  try  the  route. 

IN  RETURN :  Courteous  treatment,  expedited 
service  and  a  personal  interest  in  your 
shipments  from  origin  to  destination. 


"THE    ROAD    OF    SERVICE" 


Gulfport,  Mississippi 

Mr.   Traffic  Manager: 

Your  aim  is  economy  in  transportation  costs. 

To  exporters  and  importers  a  full  knowledge  of  conditions,  including 
port  charges,  prevailing  at  all  the  available  ports  is  a  vital  matter. 

Gulfport,  Mississippi,  has  certain  factors  of  low  port  charges  and 
good  labor  conditions,  which  make  it  the  most  economical  of  all  the 
South  Atlantic  and  Gulf  ports. 

A  letter  of  inquiry  will  bring  to  you  information  regarding  this  port, 
which  will  be  of  real  value  to  you. 

Do  you  not  think  it  worth  while  to  investigate  this? 
T.  E.  HARRIS,  Traffic  Manager 

Gulf  &  Ship  Island  Railroad 

GULFPORT,  MISSISSIPPI 


May  28. 
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to  ;u-t  nil  it,  then  there  is  recourse  in  tin-  (  nmniission.  If 
m-ithiT  tin-  carrier  concerned  nor  the  Commission  can 
sec  what  tin-  shipper  sees,  then  probably  it  is  not  there. 
If  the  carrier  or  the  Commission  does  see  that  a  lower 
freight  rate  would  he  productive  of  more  business  and  so 
ater  revenue,  or  that  the  higher  rate  is  causing  dis- 
crimination  in  any  other  way,  a  correction  will  he  made. 


OPPORTUNITY  FOR  THE  TRAFFIC  CLUBS 

B.  A.  Worthington,  president  of  the  C.  I.  and  W.,  in 
a  recent  address  before  the  Indianapolis  Traffic  Club,  treated 
the  traffic  club  as  a  power  for  the  settlement  of  railroad 
problems.  He  is  right  in  his  idea  as  to  what  the  traffic  club 
could  be  and  ought  to  be,  but  a  little  adulatory  as  to  the 
facts.  For  the  traffic  club  has  not  risen  to  its  opportunity. 
It  is  justification  enough  for  clubs  of  this  sort,  of  course, 
that  their  members  desire  to  mingle  socially,  but,  never- 
theless, if  they  stop  there. they  have  not  taken  advantage 
of  a  great  opportunity  for  service. 

The  average  traffic  club  is  composed  of  both  railroad 
and  industrial  traffic  men,  thus  representing  both  sides,  or, 
rather,  both  points  of  view,  of  railroad  problems  or  the 
railroad  problem.  Its  members,  generally  speaking,  are  men 
of  judgment,  intelligence,  and  position,  well  qualified  to  un- 
derstand and  discuss  public  affairs  and  especially  qualified 
to  consider  transportation  questions.  The  opportunity  for 
the  traffic  club  in  public  service  is  to  give  attention  to  press- 
ing transportation  problems  and,  where  its  members  can  agree 
with  any  sort  of  unanimity,  to  make  known  its  position. 
Also  there  should  be  some  central  organization  of  the 
traffic  clubs  of  the  country  through  which  they  might  pre- 
sent a  united  front  wherever  possible  and  whenever  such 
action  would  serve  a  good  purpose. 

Of  course,  as  a  prerequisite  for  the  success  of  such  an 
undertaking,  the  traffic  clubs  would  have  to  "sell  them- 
selves"— that  is,  they  would  have  to  impress  on  the  public 
and  on  government  agencies  the  fact  of  their  ability  to  pass 
on  the  kind  of  questions  considered  and  the  special  value 
of  their  verdict,  when  one  was  reached,  because  both  the 
buyer  and  the  seller  of  transportation  were  represented  on 
the  jury.  But  that  would  not  be  difficult  to  do.  Suppose, 
for  instance,  the  traffic  clubs  of  the  country  could  unite 
on  the  position  that  the  present  rate-making  section  of  the 
transportation  act  should  stand  as  it  is,  or  that  it  ought  to 
be  amended  in  a  cerain  respect.  Would  there  be  any  doubt 
among  persons  who  understand  what  the  traffic  clubs  are, 
as  to  the  value  of  their  suggestion?  The  clubs  could,  if 
they  wished,  almost  insure  that  only  proper  selections  for 
members  of  the  Interstate  Commerce  Commission  be  made, 
by  insisting  to  the  President  on  their  point  of  view. 


ever,  concurred  in  by  the  executives  of  the  railroads  in 
whose  interest  he  writes)  that  the  transportation  act  of  1920 
is  a  "proved  failure."  Says  he:  "Heralded  as  a  panacea 
for  our  entire  transport  ailment,  this  rather  hurriedly  con- 
structed measure  has  failed  to  bring  any  definite  relief  either 
to  railroad  labor,  the  railroad  stock  holder,  or  the  railroad 
patron."  The  transportation  act  of  1920  is  not  perfect- 
far  from  it — but  thus  to  throw  on  it  the  blame  for  pres- 
ent transportation  conditions  is  unfair  and  indicative  of 
ignorance.  One  might  as  well  blame  the  doctor  who  pre- 
scribed a  gargle  for  his  patient  because,  having  duly  gargled, 
the  patient,  on  the  way  to  his  office,  was  struck  on  the  head 
by  a  falling  brick.  The  transportation  act  might  or  might 
not  have  worked  to  cure  the  railroad  ills  as  they  appeared 
at  the  time,  just  as  the  gargle  might  or  might  not  have 
cured  the  sore  throat  of  the  sick  man;  but  the  brick  that 
struck  the  railroads  on  the  head  was  the  slump  in  business 
that  no  one — at  least,  not  the  framers  of  the  transportation 
act — foresaw  or  provided  against,  and  the  overwhelming 
proportion  of  earnings  that  must  be  disbursed  for  labor. 

We  would  not  pay  so  much  attention  to  a  "popular" 
article  of  this  sort  but  for  the  wide  circulation  it  receives 
and  the  fact  that  the  publication  in  which  it  appears  is  sup- 
posed to  present  the  work  of  experts  on  such  subjects.  The 
harm  that  such  a  misleading  article  may  do  can  hardly  be 
estimated. 


ENTERTAINING  THE  PUBLIC 
Edward  Hungerford,  a  writer  on  railroad  subjects  who 
usually  displays  intelligence  and  knowledge,  though  his 
writings  are  in  a  more  or  less  popular  vein,  has  an  article 
in  the  May  14th  issue  of  the  Saturday  Evening  Post  that 
is  not  up  to  his  usual  standard — or  any  standard  worth  the 
name.  It  gives  evidence  of  a  severe  struggle  to  be  enter- 
taining long  enough  to  earn  the  particular  sum  needed  (at 
five  cents  a  word)  and  almost  a  studied  avoidance  of  some 
pertinent  facts. 

We  are  especially  impressed  by  his  verdict  (not,  how- 


DISCRIMINATING  DUTIES  SUSPENDED 

The   Traffic  World   Washington  Bureau 

President  Harding  has  issued  the  following  proclamation 
suspending  discriminating  tonnage  dues  on  vessels  of  Poland 
and  Danzig: 

"Whereas  satisfactory  proof  has  been  given  to  me  by  the 
government  of  the  Republic  of  Poland  that  no  discriminating 
duties  of  tonnage  or  imposts  are  levied  or  imposed  in  the  waters 
of  Poland  or  the  Free  City  of  Danzig  upon  vessels  wholly  belong- 
ing to  citizens  of  the  United  States  or  upon  the  produce,  manu- 
factures, or  merchandise  imported  in  such  vessels  from  the 
United  States,  or  from  any  foreign  country: 

"Now,  therefore,  I,  Warren  G.  Harding,  President  of  the 
United  States  of  America,  by  virtue  of  the  authority  vested  in 
me  by  section  four  thousand  two  hundred  and  twenty-eight  of 
the  Revised  Statutes  of  the  United  States,  do  hereby  declare 
and  proclaim  that  the  foreign  discriminating  duties  of  tonnage 
and  imposts  within  the  United  States  are  suspended  and  dis- 
continued, so  far  as  respects  the  vessels  of  Poland  and  the  ves- 
sels of  the  Free  City  of  Danzig,  and  the  produce,  manufactures 
or  merchandise  Imported  in  said  vessels  into  the  United  States 
from  Poland  or  the  Free  City  of  Danzig,  or  from  any  other  for- 
eign country,  the  suspension  to  take  effect  on  and  after  the  date 
of  this  proclamation  and  to  continue  so  long  as  the  reciprocal 
exemption  of  vessels  belonging  to  citizens  of  the  United  States, 
and  their  cargoes,  shall  be  continued,  and  no  longer. 

"In  testimony  whereof,  I  have  hereunto  set  my  hand  and 
caused  the  seal  of  the  United  States  to  be  affixed. 

"Done  in  the  District  of  Columbia,  this  sixth  day  of  May,  In 
the  year  of  our  Lord  one  thousand  nine  hundred  and  twenty-one, 
and  of  the  Independence  of  the  United  States  the  one  hundred 
and  forty-fifth." 

Although  the  proclamation  was  signed  May  6,  It  was  not 
made  public  until  this  week. 


LAKE  CARGO  COAL  RATES 

Tkt  Tragic   World   Washington  Burn* 

Further  conference  was  had  May  26  on  the  subject  of  extend- 
ing application  of  reduced  lake  cargo  coal  rate  to  the  Chlcagi 
district,  in  the  office  of  Traffic  Director  Hardie.  Users  of  coking 
coal  in  the  Chicago  district  are  pressing  for  the  extension  of 
the  reduced  rates  to  that  city,  on  the  ground  that  the  rate  as 
now  limited  gives  undue  preference  to  users  of  cokine  coal  at 
Duluth,  Milwaukee  and  other  points  in  the  area  to  wn 
reduced  rate  does  apply.  Both  users  and  carriers  participated 
in  the  conference  but  no  conclusion  was  reached.  Carriers,  how- 
ever, are  anxious  to  avoid,  If  possible,  formal  complaints  alleg- 
ing unjust  discrimination. 
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LOUISIANA  FOR  "STATE  RIGHTS" 

Tht   Traffic   World   Washington  Bureau 

Senator  Broussard,  of  Louisiana,  .presented  in  the  Senate, 
May  20,  a  resolution  adopted  by  the  constitutional  convention  of 
Louisiana,  May  9,  petitioning  Congress  to  so  amend  the  trans- 
portation act  ""as  to  protect  and  preserve  the  powers  of  the 
several  states  with  relation  to  intrastate  rates,  services  and  fa- 
cilities, and  the  local  affairs  of  the  common  carriers  within  th 
states  and  to  make  such  amendment  or  amendments  in  lan- 
guage so  plain  that  the  authority  of  the  states  in  their  respective 
territories  shall  be  maintained  without  opportunity  for  misin- 
terpretation." 

The  resolution  set  forth  that  the  Interstate  Commerce  Com- 
mission had  indicated  its  purpose  to  assume  for  itself  full  and 
exclusive  authority  to  regulate  the  railroads  and  to  divest  the 
states  of  substantially  all  power  to  regulate  intrastate  rates  and 
service.  If  the  authority  assumed  by  the  Commission  is  permit- 
ted to  develop,  it  is  declared,  there  must  inevitably  come  a 
bureaucratic  system  repugnant  to  the  American  theory  of  gov- 
ernment. 


INTRASTATE  RATES  IN  ILL.  AND  MICH. 

Conflicts  between  the  state  and  federal  authority,  in  form, 
if  not  in  substance,  have  definitely  arisen  in  Illinois  and  Mich- 
igan. In  the  last  mentioned  state  the  state  authorities  have 
ordered  reductions  in  the  rates  on  sand,  gravel  and  crushed 
rock,  one  percentage  of  reduction  to  apply  in  the  southern 
peninsula  and  a  different  one  in  the  upper.  Under  the  terms 
of  the  Michigan  order,  the  rates  became  operative  on  May  10. 
The  railroads  have  not  formally  appealed  to  the  Commission 
against  the  order.  The  reduction  in  the  upper  peninsula  is  22 
per  cent  and  in  the  lower  25  psr  cent.  It  applies  on  sand, 
gravel  and  crushed  rock,  except  where  the  material  is  to  be 
used  in  foundries  or  for  the  manufacture  of  glass,  cement,  fer- 
tilizer or  chemicals.  In  other  words,  the  rates  are  to  be  based 
upon  the  use  to  which  the  commodities  are  to  be  put,  which  is 
in  defiance  of  the  rule  in  making  interstate  rates.  The  reduc- 
tions apply  on  both  line  and  switching  hauls.  They  are  from 
an  intrastate  level  as  high  as  interstate. 

The  Illinois  conflict  is  caused  by  the  suspension,  by  the 
Illinois  commission,  of  a  supplement  filed  by  the  Terminal  Rail- 
road Association  of  a  switching  tariff,  increasing  rates  in  Illi- 
nois to  a  level  higher  than  the  rates  in  St.  Louis,  it  is  claimed, 
thereby  causing  undue  prejudice  against  shippers  in  Illinois, 
who  are  in  competition  with  those  in  St.  Louis.  The  federal 
commission  declined  to  suspend  similar  tariffs  filed  by  the  as- 
sociation for  charges  on  movements  of  interstate  business  in 
Illinois. 

According  to  the  claim  of  the  terminal  association,  it  filed 
the  schedule  in  question,  supplement  No.  5  to  its  I.  C.  C.  114, 
in  compliance  with  the  Commission's  decision  in  the  Illinois 
Rate  Case,  60  I.  C.  C.  92,  in  which  the  Commission  authorized 
the  carriers  to  bring  their  rates  in  Illinois  up  in  the  same  per- 
centage that  it  had  permitted  them  to  increase  their  interstate 
rates,  and  thereby  remove  the  discrimination  found  by  it  to 
have  been  caused  by  the  failure  of  the  Illinois  authorities  to 
permit  a  percentage  increase  as  great  in  the  Illinois  rates,  as  in 
the  interstate  rates. 

A  phase  of  the  conflict  between  state  and  federal  author- 
ities has  been  brought  to  the  attention,  in  an  application  in 
No.  11894,  the  Indiana  Rate  case,  by  Kingan  &  Co.,  Inc.,  of 
Indianapolis,  asking  for  a  re-opening  of  that  case  to  the  end 
that  it  may  show  that  the  charge  for  the  transportation  of 
livestock  from  the  stockyards  of  the  Belt  railroad  in  Indian- 
apolis to  the  plant  of  the  petitioner,  also  in  Indianapolis,  is  not 
related  to  any  interstate  charge  in  such  manner  as  to  contra- 
vene the  interstate  commerce  law.  Kingan  &  Co.  desires  an 
opportunity  to  present  evidence  tending  to  prove  that  the  trans- 
portation involved  is  in  no  wise  related  to  the  interstate  charges 
and  should  not  have  been  included  in  the  Commission's  order.- 
It  further  requests  that,  if  the  federal  commission  is  of  the 
opinion  that  the  charge  is  within  its  jurisdiction,  the  petitioner 
be  permitted  to  submit  evidence  tending  to  show  that  any 
charge  in  excess  of  $2  per  car  is  unreasonable.  At  present  it  is 

During  federal  control  it  was  $5  and  the  complainant  has 
a  formal  complaint  before  the  Commission  alleging  that  that 
charge  was  unreasonable  for  the  service  performed. 

Prior  to  February  18,  1919,  the  charge  was  $15  per  car 
for  livestock  and  1%  cents  per  100  pounds  on  hogs.  On  the 
day  mentioned,  the  charge  was  changed  to  $5  per  car  for  either 
hogs  or  cattle,  and  on  October  1,  1920,  it  became  $6.50.  In 
compliance  with  the  Commission's  order  in  the  Indiana  Rate 
case,  the  charge  was  advanced  to  $7. 

Kingan  &  Co.  protested  to  the  Indiana  commission  against 

5.50  charge.    The  company  also  filed  the  formal  complaint 

before  mentioned  against  the  $5  charge  in  effect  during  federal 

control.     It  spent  considerable  money  in  preparing  evidence  to 

put    before   the   Indiana   commission,   all    of   which   will    be 

isted,  so  far  as  the  Indiana  commission  is  concerned,  because 

that  body  has   informed   the  complainant  that  it  can  take  no 


action  because  of  the  order  of  the  federal  commission  and  the 
injunction  by  a  federal  court  forbidding  it  to  interfere  in  any 
way  with  the  operation  of  the  federal  order.  Therefore  Kingan 
&  Co  have  asked  the  Commission  to  re-open  the  case  so  it  can 
show  either  that  the  federal  body  has  no  jurisdiction  or  that, 
if  it  has  any  charge  in  excess  of  f  2  would  be  unreasonable. 

The  Michigan  case  before  the  federal  body  involved  pas- 
senger fares  only.  The  freight  rates  in  that  state  were  not  out 
of  line  with  the  interstate  rates  in  that  part  of  the  country. 
Reduction  of  the  rates  on  road-building  materials  by  the  Mich- 
igan commission,  therefore,  creates  a  situation  on  which  the 
carriers  may  feel  constrained  to  bring  complaint  such  as  they 
brought  against  the  rate  adjustments  made  by  other  state  com- 
missions. The  Michigan  body,  in  ordering  reductions  on  road- 
building  materials,  did  not  have  to  deal  with  rates  which  had 
been  specifically  prescribed  by  the  federal  body,  hence  it  was 
not  face  to  face  with  either  a  federally  prescribed  rate  or  the 
injunction  of  a  federal  court. 

NEW  ENGLAND  RATE  INCREASES 

The   Tragic   World   Washington  Bureau 

New  England  railroads,  according  to  what  are  believed  to 
be  reliable  reports,  have  definitely  abandoned  hope  of  persuading 
the  New  England  states  to  permit  a  ten  per  cent  or  any  other 
kind  of  increase  in  rates.  They  have  accepted,  apparently,  the 
report  of  the  committee  appointed  by  the  governors  of  New 
England  states,  which  was  in  opposition  to  the  increase,  as  dis- 
posing of  the  matter.  The  opposition  on  the  part  of  shippers 
was  so  great  that  the  committee  made  a  unanimous  report,  not- 
withstanding the  fact  that  the  Boston  &  Maine,  Maine  Central, 
Vermont  Central  and  the  New  Haven,  for  the  six  months  ended 
with  February,  which  included  the  months  of  highest  traffic 
density  and  highest  rates,  showed  big  deficits. 

The  committee,  headed  by  George  R.  Nutter,  expressed  grave 
doubt  as  to  whether  the  rate  increase  would  result  in  an  increase  in 
revenue  at  all  commensurate  with  the  needs.  The  committee 
said  that,  in  general,  those  familiar  with  railroad  conditions  over 
the  country  believed  that  rates  were  at  their  peak  and  that  in- 
stead of  an  increase  there  should  be  a  decrease  if  there  were  to 
be  a  revival  of  satisfactory  business  conditions  for  both  the  rail- 
roads themselves  and  for  industry  in  general.  The  committee, 
in  commenting  on  the  fact  that  the  four  railroads  mentioned  had 
deficits  in  the  six  months  ended  with  February,  said: 

"Nevertheless,  we  do  not  conclude  that  any  of  these  four 
will  cease  to  operate  under  their  present  corporate  manage- 
ments during  the  period  which  will  elapse  before  they  can  secure 
assistance  by  the  payment  to  them  of  amounts  owed  by  the  gov- 
ernment, by  the  necessary  readjustment  of  wages  and  conditions 
of  employment  and  by  the  determination  of  the  question  of  di- 
vision of  through  rates  which  is  now  before  the  Interstate  Com- 
merce Commission. 

"There  has  been  considerable  discussion  about  the  possi- 
bility of  receiverships.  We  believe  that  every  effort  should  be 
made  to  avert  receiverships  and  to  extend  to  the  railroads  credit 
sufficient  to  bridge  the  period  of  emergency,  and  that  any  efforts 
to  avoid  receiverships  should  be  commended  because  of  the 
serious  results  which  would  follow. 

"For  these  various  reasons,  on  the  assumption  that  there 
exists  a  very  great  emergency,  we  cannot  recommend  approval 
of  the  proposed  advance  in  rates.  We  are  strongly  of  the  opinion 
that  some  constructive  action  should  be  taken.  This  is  made 
necessary  by  the  fact  that  railroad  revenues  are  less  than  their 
expenses.  What  can  be  done  to  remedy  this  situation?  De- 
creasing costs  of  coal  and  materials  will  help.  The  expected  re- 
vival of  business  will  also  assist.  But  in  addition  we  make  the 
following  suggestions  as  indicating  the  only  method  by  which 
the  problem  should  be  approached  and  can  be  solved: 

"The  federal  government  should  be  asked  to  give  assistance 
to  the  railroads  in  their1  extremities,  not  as  an  act  of  paternalism 
but  as  an  act  of  justice.  The  obligation  of  the  government  to 
return  the  railroads  in  the  same  condition  in  which  they  took 
them  over  has  not  been  fulfilled. 

"The  adjustment  of  the  amounts  due  from  the  government 
during  the  period  of  federal  control  and  during  the  guarantee 
period  is  attended  with  all  the  vexatious  delay  which  we  are 
now  accustomed  to  associate  with  governmental  functions  and 
which  constitute  a  mockery  of  fair  dealing.  The  federal  govern- 
ment ought  to  do  something  in  this  emergency,  and  it  certainly 
can  do  something.  It  Is  our  opinion  that  the  period  of  federal 
guarantee  should  be  extended  (retroactive  from  September  1, 
1920),  and  that  arrangements  should  be  made  at  once  for  the 
payment  of  the  amounts  claimed  by  the  railroads  to  be  due  them 
from  the  government,  leaving  the  matter  of  exact  determination 
of  these  amounts  to  be  made  afterward." 


CHANGES   IN    DOCKET 

Hearing  in  12349,  Kingan  &  Co.,  Inc.,  vs.  Director-General, 
assigned  for  May  25  at  Indianapolis  before  Examiner  Keeler, 
was  postponed  to  a  date  to  be  hereafter  fixed. 

Hearing  in  12337,  Swift  &  Co.  vs.  East  St.  Louis  Junction 
Railway  and  Director  General,  assigned  for  May  25  at  Chicago 
before  Examiner  Money  was  cancelled. 


\l.l>    L'S.    M'-l 
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Current  Topics 

in  Washington 

No  Interference  with  Telegraph  Rater — A  note  that  may 
nut  l>e  new  struck  by  Commissioner  Potter  in  his  dissent  in  the 
teleur.iph  liability  case.  61  I.  C.  C.,  541-50,  has  served  to  call 
attention  to  the  fact  that  President  Harding  is  not  the  only 
iiinn  in  public  who  Is  thinking  about  taking  government  out  of 
business  and  [Milling  more  business  into  government.  The  Pot- 
ter idea  is  that  his  colleagues  in  that  case  departed  from  the 
field  of  regulation,  and,  camel-like,  inserted  their  noses  into  the 
field  of  corporate  management.  In  support  of  that,  view  of  the 
matter  it  has  been  suggested  that  the  only  effect  of  the  decision 
will  be  to  require  the  telegraph  companies  to  give  more  than 
they  do  for  their  present  rates.  The  Commission  decided  for 
them  that  it  would  regulate  their  rates  and  service  by  telling 
that,  in  the  event  they  make  mistakes,  or  a  messenger  boy 
loafed  on  his  job,  the  sender  or  receiver  of  the  message,  If  he 
can  prove  damage,  shall  have  more  dollars  than  he  might  obtain 
under  the  rules  now  in  force  by  resort  to  the  courts. 

The  order  of  the  Commission,  it  is  pointed  out  among  those 
who  have  discussed  the  subject,  gives  the  telegraph  companies 
no  option.  They  have  no  discretion.  They  could  not  say,  "Well, 
we  would  rather  reduce  our  rates  than  increase  our  liability." 
The  Commission  did  not  regulate  the  rates.  It  regulated  the 
quantum  of  liability.  It  made  no  pretense  of  regulating  service. 
The  order  leaves  the  managers  of  the  telegraph  companies  no 
discretion  whatever  as  to  what  would  be  the  better  business 
policy  for  them.  Commissioner  Potter  pointed  out  the  decision 
requires  them  to  give  more  insurance  for  the  money  they  receive 
for  unrepeated  and  repeated  messages,  the  largest  excuse  or  rea- 
son for  the  order  to  increase  the  amount  of  the  insurance  being 
the  fact  that  the  Western  Union  has  not  been  observing  the 
rules  whereby  it  limits  its  liability  as  an  insurer  against  errors 
less  than  gross  negligence.  It  observed  the  policy  of  doing 
equity,  with  itself  as  the  sole  judge  as  to  what  was  equity.  That, 
Commissioner  McChord  said,  stands  on  the  same  footing  as  an 
unlawful  rebate,  because  it  opens  the  way  for  the  company  to 
pay  liberally  large  users  of  the  wire,  and  forgot  the  occasional 
user  who  may  be  just  as  badly  hurt  as  the  favored  user,  but  who 
has  not  such  a  powerful  club  to  hold  over  the  head  of  the  tele- 
graph company. 

As  a  practical  matter,  the  Commission  could  have  said  that 
the  rates  were  too  high  for  the  service  rendered  and  ordered 
them  reduced  so  as  to  cover  the  amount  of  the  liability  the  com- 
panies desired  to  assume,  especially  the  Postal,  which  through- 
out the  case  showed  that  it  had  observed  the  rules.  The  report 
itself  does  not  show  that  the  Commission  inquired  as  to  whether 
the  money  received  for  repeated  messages  was  more  than  what 
would  have  been  reasonable  for  an  insurance  company  that  had 
written  a  policy  to  cover  the  losses  due  to  errors  in  repeated 
messages.  McChord,  who  wrote  the  opinion  of  the  Commission, 
and  Potter,  who  dissented  therefrom,  are  lawyers  of  repute. 
When  they  disagreed  they  afforded  ground  for  talk  by  those  who 
make  no  particular  claim  to  standing  as  limbs  of  the  law,  espe- 
cially by  those  who  think  the  Harding  idea  of  less  government 
in  business  and  more  business  in  government  would  be  a  good 
thing  for  the  country,  if  translated  into  practice. 


Hair  Splitting  by  the  Commission — Another  of  the  Commis- 
sion's decisions  that  promises  to  provoke  as  much  talk  among 
those  interested  in  such  matters  as  Colonel  Harvey's  speech, 
commending  the  organization  of  the  Pilgrims  in  both  the  mother 
and  daughter  country,  does  among  those  who  think  they  believe 
in  100  per  cent  Americanism,  is  that  in  the  Edge  Moor  iron 
case.  The  Commission  could  not  see  any  unjust  discrimination, 
undue  prejudice  or  unlawful  preference  by  the  railroad  company 
that  serves  adjoining  plants  giving  one  an  allowance  when  it 
pulls  a  car  of  coal  from  an  interchange  track  and  denying  it  to 
another  which  does  precisely  the  same  service  for  the  railroad 
company  in  making  final  delivery.  Some  times  the  refinements 
and  distinctions  drawn  by  the  Commission  seem  to  pass  over 
the  heads  of  ordinary  men.  Transcendental  powers  of  differ- 
entiation have  been  ascribed  to  the  supreme  court  of  the  United 
States,  especially  by  disappointed  litigants.  However,  the  Com- 
mission has  not  often  been  accused  of  splitting  hairs,  but  its  de- 
cisions in  the  two  frozen  ore  cases  and  the  Edge  Moor  case,  it  is 
believed,  will  provide  material  for  those  having  an-  intense  de- 
sire to  perform  analytical  labor  on  the  basis  of  art  for  art's  sake. 


dun-  rales  t'.i    ill re  |,|.  .,   me  It  will  nffiiril  the  «lilp|»-r  who 

IM  to  be  the  licneflciary.     The  liiw  of  nu|>|ily  and  d<-ui,ifid.  Hi.-  ap- 
plication*   may    lie   taken   as    imliciiiiiiK,   had   moved    It*   abiding 
place    from    the    hoiiwe   of    I  lie    seller    In    tlie    liou.-e    of    the    I.  : 
Tin-  ship  in  once  more  comin  img  with  the  railroad  train,  not  In 
the  mixing  of  rates,  but  In  reducing  'hem      <<  •,..., 

of  the  situation  In  that   those  deiilrlng  to   rnnki*  redurtlonx 
asking  permission  to  act  quick!;,  My  BO  an  lo  collar  the 

nimble   nlxpense.    that    may    lie    in    the   offering,   when    It   come* 
within  reaching  distance. 

Hut  the  ship  IB  not  the  only  one  that  In  causing  activity. 
The  reductions  on  alfalfa  hay  and  meal  and  on  the  residuum  of 
sugar  mills  and  refineries  were  not  suggested  by  the  competition 
of  the  ships.  Lack  of  circulation  along  the  railroads  serving  tin- 
mixed  feed  manufacturing  oil  leg  and  the  points  where  raw 
materials  for  them  are  produced,  caused  the  move  In  that  direc- 
tion. Ship  competition  may  have  caused  the  activity  in  the 
matter  of  rates  on  sugar,  but  not  In  the  matter  of  lake  cargo 
coal  rates  on  sand,  gravel  and  crushed  rock  along  the  New 
Haven. 

These  reductions,  however,  tend  well  to  show  that  the  old 
rule,  namely,  that  wages  are  the  last  to  go  up  and  the  first  to 
come  down,  is  not  true  with  regard  to  the  railroad:*.  Wages 
always  go  up  on  railroads  before  the  rates  and  rates  come  down 
before  wages.  The  laborers  are  well  organized.  So  are  the 
railroads.  The  general  public,  however,  which.  In  the  end  shows 
itself  to  be  the  ruler  of  both,  is  not  well  organized.  It,  however, 
has  a  cruel  way  of  withholding  patronage  when  it  thinks  wages 
or  rates  or  both  are  too  high.  That  withholding  of  patronage 
may  not  have  been  justified,  as  thousands  of  writers  and  speak- 
ers have  said,  but  the  fact  that  it  took  place  may  be  regarded 
as  the  immediate  cause  for  the  readjustment  of  illy  balanced 
rates. 


Railroad  Wages  and  Railroad  Rates. — What  will  the  public 
expect  if  and  when  the  Railroad  Labor  Board  reduces  wages? 
That  is  a  question  that  has  caused  some  shivers  among  railroad 
and  Commission  men  who  think  they  have  a  just  appraisement 
of  the  significance  of  the  present  condition.  There  is  reason  to 
believe  that  if  the  Labor  Board  abrogates  the  national  agree- 
ments so  as  to  enable  the  railroads  to  save  $300,000,000  a  year. 
the  public  will  immediately  demand  a  large  reduction  in  railroad 
rates.  While  railroad  men  and  Commission  people  know  that 
the  railroads  are  not  making  enough  to  enable  them  to  breathe 
comfortably,  the  public  seems  to  think  that  if  wages  can  be 
reduced  rates  can  also  be  brought  down.  It  seems  not  to  under- 
stand that  unless  wages  and  other  operating  costs  are  reduced 
the  railroads  will  go  into  bankruptcy,  and  that  the  best  that 
can  be  expected  from  a  reduction  in  the  cost  of  operation  is  a 
little  better  existence  for  the  railroads.  Even  if  costs  of  opera- 
tion were  reduced  $600,000,000  a  year,  it  would  be  demanding 
something  unreasonable,  it  is  believed,  to  ask  the  railroads  to 
make  a  general  reduction.  A  saving  of  $600,000,000  would  give 
them  a  return  of  less  than  4  per  cent  on  the  value  of  the  prop- 
erty devoted  to  transportation. 

There  are  some,  of  course,  who  say  they  think  the  railroads 
are  not  any  more  entitled  to  a  guarantee  of  return  on  investment 
than  a  farmer,  a  grocer  or  a  sawmill.  The  fact,  however,  is 
that  the  law  requires  the  Commission  to  establish  rates  at  a 
level  which  will  give  them  a  return  of  6  per  cent.  -  The  law  does 
that  because  the  law  also  holds  a  check  upon  them  so  they  are 
not  free,  in  times  of  brisk  business,  to  exact  all  the  traffic  would 
bear.  They  were  held  down  in  their  prices,  not  only  while  the 
Lever  law  was  in  force,  but  are  held  down  at  all  times,  which 
is  not  true  with  regard  to  the  farmer,  the  grocer  or  the  sawmill 
man.  They  were  held  down  during  the  war,  but  after  the  war 
they  were  free  to  charge  for  their  wares  what  they  could  obtain. 
Not  so  the  railroads.  But  when  President  Harding  said  rail- 
road rates  and  costs  of  operation  must  be  reduced,  it  is  believed 
he  created  in  the  minds  of  most  persons  the  impression  that  the 
two  would  go  together.  Therein,  as  seen  by  many,  lies  the 
danger,  to  the  railroads,  and  the  country  as  a  whole,  in  any 
reduction  the  Labor  Board  may  order.  The  public,  not  recalling 
the  fact  that  many  of  the  railroads  have  not  been  making 
enough  to  pay  expenses,  will  think  that  a  reduction  in  w. 
must  necessarily  be  followed  immediately  by  a  reduction  in 
rates.  As  a  matter  of  fact,  rate  reductions  are  being  made  all 
the  time,  so  that  when  the  wage  cut  comes,  there  probably  will 
be  no  margin  left  in  which  further  cuts  could  be  made  without 
making  it  sure  that  the  present  unsatisfactory  condition  shall 
be  continued. 


Rate  Reductions  as  Peace  Indicators. — It  may  be  taking  Eu- 
rope long  to  get  back  to  a  peace  basis,  but  the  best  kind  of  evi- 
dence that  peace  is  coming  to  America  in  advance  of  Its  formal 
restoration  comes-  to  the  Commission  nearly  every  day.  Every 
application  by  a  railroad  company  or  group  of  railroads,  for  per- 
mission to  reduce  rates,  may  be  held  up  as  evidence  that  the 
dove  is  hovering  near.  No  railroad  Is  asking  permission  to  re- 


The  Packers  and  Their  Railroads. — No  one  acquainted  with 
the  divergent  courses  the  various  governmental  agencies  have 
taken  in  regard  to  the  railroad  and  stock  yard  holdings  of  the 
big  packers  is  able  to  understand  the  small  amount  of  atten- 
tion that  is  being  bestowed  by  the  public  on  the  hearings 
Director  Colston,  of  the  Bureau  of  Finance,  has  been  holding 
on  the  application  of  the  New  York  Central  for  authority  to  buy 
the  Chicago  stock  yards  railroad.  Aside  from  the  Traffic  World, 
no  newspaper  is  giving  the  matter  half  so  much  attention  as 
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is  being  bestowed  on  the  rioting  that  is  going  on  in  one  little 
district  of  Ireland  or  Silesia. 

With  the  department  of  justice,  the  courts  and  the  Federal 
Trade  Commission  taking  the  position  that  the  packers  must 
get  rid  of  their  railroads,  the  Interstate  Commerce  Commission 
is  holding  hearings  to  determine  whether  it  •will  be  in  the  public 
interest  for  one  railroad  to  buy  them.  All  the  railroads  entering 
Chicago  might  have  gotten  together  to  buy  the  terminal  rail- 
roads, but  they  did  not.  The  New  York  Central  applied  for  au- 
thority to  buy  them  and  then  all  the  others  opposed  the  grant. 
Should  the  courts  carry  out  the  plan  contained  in  the  consent 
decree  entered  in  the  District  of  Columbia,  and  the  Commission 
decide  that  the  New  York  Central  should  not  be  allowed  to 
acquire  the  property,  the  packers  will  have  no  place  to  go  un- 
less some  of  them  decide  that  doing  business  under  the  Ameri- 
can flag  is  not  so  satisfactory  as  trying  to  do  it  under  the  flag 
of  some  other  country. 


State  Versus  Federal  Authority. — In  connection  with  appli- 
cations for  authority  to  abandon  lines  of  railroad  or  certificates 
of  convenience  for  their  construction,  it  is  almost  a  certainty 
that  state  commissions  will  oppose  petitions  asking  for  permis- 
sion to  abandon  and  approve  new  construction.  In  the  end,  it 
is  believed,  some  of  the  hardest  legal  battles  over  the  question 
of  state  versus  federal  authority  will  come  in  connection  with 
that  part  of  the  transportation  law  giving  the  federal  regulating 
body  the  power  to  say  whether  an  existing  corporation  may 
issue  securities,  extend  or  abandon  its  lines.  In  the  last  analy- 
sis, it  is  believed,  the  question  will  be  whether  the  states  ever 
surrendered  their  power  to  create  corporations  to  engage  in 
transportation. 

If  the  states  have  lost  the  power  to  authorize  corporations 
of  their  own  creation  to  issue  securities,  the  power  to  create 
them,  it  has  been  suggested,  would  be  about  the  same  as  a 
painted  ship  on  a  painted  sea.  The  question  about  the  creation 
and  regulation  of  the  finances  of  corporations,  it  is  believed, 
will  give  the  courts  more  trouble  than  the  question  of  the  federal 
regulation  of  all  rates,  especially  if  a  railroad  corporation,  when 
it  takes  out  a  charter,  makes  it  plain  that  it  has  no  desire  to  do 
an  interstate  business  and  will  not  voluntarily  become  a  party 
to  any  through  route  and  joint  rate  arrangement.  Many  roads 
are  now  engaged  in  such  business  against  their  will,  the  tend- 
ency of  the  Commission,  long  before  legislation  such  as  was 
enacted  in  1920  was  even  thought  of,  being  to  reach  out  and 
compel  carriers  to  engage  in  interstate  commerce  by  means  of 
through  route  and  joint  rate  arrangements.  A.  E.  H. 


LOADING  OF  REVENUE  FREIGHT 

The  Traffic  World   Washington  Bureau 

An  increase  of  32,133  in  the  number  of  cars  loaded  with 
revenue  freight  during  the  week  which  ended  on  May  14,  com- 
pared with  the  previous  week,  was  shown  by  reports  just  re- 
ceived by  the  Car  Service  Division  of  the  American  Railway  As- 
sociation from  the  railroads  of  the  country.  The  increase  was 
largely  due  to  increased  loading  of  coal  and  ore  principally  for 
lake  movement. 

The  total  for  the  week  was  750,158  cars,  which  was,  how- 
ever, 92,987  below  that  for  the  corresponding  week  in  1920,  but 
10,213  more  than  that  for  the  corresponding  week  in  1919.  In- 
creases during  the  week  were  reported  in  the  loading  of  all 
commodities  except  grain  and  grain  products  and  live  stock,  com- 
pared with  the  previous  week. 

During  the  week,  161,782  cars  were  loaded  with  coal,  which 
was  an  increase  of  18,459  over  the  previous  week.  It  was  how- 
ever, 1,800  cars  below  the  total  for  the  corresponding  week  last 
year  and  4,100  under  that  for  the  corresponding  week  in  1919 
There  were  also  22,806  cars  loaded  with  ore  or  an  increase  of 
9,700  over  the  week  before. 

Merchandise  and  miscellaneous  freight,  which  includes  manu- 
factured products,  totaled  451,062  cars  or  an  increase  of  4000 
the  week  of  May  7,  but  40,600  cars  under  the  number  loaded 
during  the  corresponding  week  in  1920.  Reports  showed  5,126 
ears  loaded  with  coke,  49,365  with  forest  products;  34418  with 
?rain  and  grain  products  and  25,599  with  live  stock  during  the 
week.  Compared  with  the  corresponding  week  in  1920  decreases 

Wererer 


By  districts,  increases  were  shown  in  each  compared  with 
he  preceding  week,  but  the  Pocahontas  region  was  the  only  one 
to  show  an  increase  over  the  corresponding  week  last  year 

Increased  demand  for  coal  cars  was  also  pr  nc  pally  re- 
sponslbe  for  a  decrease  within  a  week  of  21,469  in  the  numbet 

£8M?1Uh8  °,rKldA?  Car8'  accordine  t°  "Ports  which  showed  "™hS 
on    March    15,   the   total   was   450,453    cars       Surnhis  Vnai    « 

I^led  v°L3,48'  Whlch  Was  a  decrease  of  17,911    ±paCr°ed  wtth 
e  week  before.    A  decrease  was  also  shown  in  the  number  of 

March  8X   Car"'   ""   ^   belng   17°'595'   °r   3,632   less   than   on 
The  loading  by  districts  in  the  week  ending  Mav  14  and  1, 
the  corresponding  week  of  1920  was  as  follows- 

srn  district:    Grain  and  grain  products,  6,098  and  4,684; 


live  stock,  2,565  and  3,184;  coal,  42,842  and  44,934;  coke,  1,113 
and  2,282;  forest  products,  5,456  and  7,736;  ore,  2,375  and  5,292; 
merchandise,  L.  C.  L.,  56,472  and  32,636;  miscellaneous,  67,125 
and  92,173;  total,  1921,  184,046;  1920,  192,921;  1919,  185,364. 

Allegheny  district:  Grain  and  grain  products,  2,151  and 
2,106;  live  stock,  2,548  and  2,924;  coal,  52,143  and  49,461;  coke, 
2,538  and  5,209;  forest  products,  2,143  and  3,297;  ore,  4,058  and 
6,646;  merchandise,  L.  C.  L.,  43,298  and  38,785;  miscellaneous, 
46,798  and  66,613;  total,  1921,  155,677;  1920,  175,041;  1919,  165,- 
703. 

Pocahontas  district:  Grain  and  grain  products,  134  and  140; 
live  stock,  76  and  96;  coal,  23,714  and  16,953;  coke,  53  and  700; 
forest  products,  1,370  and  2,181;  ore,  19  and  333;  merchandise, 
L.  C.  L.,  2,643  and  175;  miscellaneous,  5,348  and  10,290;  total 
1921,  33,357;  1920,  30,868;  1919,  33,603. 

Southern  district:  Grain  and  grain  products,  3,465  and  2,- 
777;  live  stock,  1,833  and  2,311;  coal,  20,018  and  21,721;  coke, 
523  and  129;  forest  products,  14,491  and  19,734;  ore,  829  and 
2,607;  merchandise,  L.  C.  L.,  38,906  and  25,465;  miscellaneous 
31,118  and  52,713;  total,  1921,  111,183;  1920,  127,457;  1919,  108,- 
531. 

Northwestern  district:  Grain  and  grain  products,  8,390  and 
8,853;  live  stock,  6,941  and  8,696;  coal,  4,429  and  6,833;  coke, 
598  and  987;  forest  products,  15,011  and  17,928;  ore,  14,219  and 
32,705;  merchandise,  L.  C.  L.,  27,474  and  20,642;  miscellaneous 
30,265  and  43,469;  total,  1921,  107,327;  1920,  140,113;  1919,  104,444. 

Central  Western  district:  Grain  and  grain  products,  9,332 
and  8,171;  live  stock,  9,481  and  11,755;  coal,  14,692  and  17,546; 
coke,  167  and  421;  forest  products,  4,448  and  6,127;  ore,  556  and 
3,055;  merchandise,  L.  C.  L.,  30,389  and  22,548;  miscellaneous 
31,355  and  45,156;  total,  1921,  100,400;  1920,  114,779;  1919,  92,835. 

Southwestern  district:  Grain  and  grain  products,  4,848  and 
3,979;  live  stock,  2,155  and  2,437;  coal,  3,944  and  6,160;  coke, 
134  and  171;  forest  products,  6,446  and  7,425;  ore,  750  and  717; 
merchandise,  L.  C.  L.,  16,342  and  15,877;  miscellaneous,  23549 
and  25,200;  total,  1921,  58,168;  1920,  61,966;  1919,  49,465. 

Total,  all  roads:  Grain  and  grain  products,  34,418  and  30,710; 
live  stock,  25,599  and  31,403;  coal,  161,782  and  163,608;  coke, 
5,126  and  9,899;  forest  products,  49,365  and  64,428;  ore,  22,806 
and  51,355;  merchandise,  L.  C.  'L.,  215,524  and  156,128;  miscel- 
laneous, 235,538  and  335,614;  total,  1921,  750,158;  1920  843145- 
1919,  739,945. 

L.  C.  L.  merchandise  loading  figures  for  1921  and  1920  are 
not  comparable  as  some  roads  are  not  able  to  separate  their  L. 
C.  L.  freight  and  miscellaneous  of  1920.  Add  merchandise  and 
miscellaneous  figures  to  get  a  fair  comparison. 


FEBRUARY  TRAFFIC  STATISTICS 

The  Traffic  World   Washington  Bureau 

Revenue  traffic  statistics  of  class  I  roads,  not  including 
switching  and  terminal  companies,  for  February,  issued  by  the 
Commission,  show  a  decline  in  the  revenue  tons  carried  one  mile 
from  30,291,000,000  in  February,  1920,  to  22,544,000,000  in  Febru- 
ary this  year.  Revenue  tons  carried  declined  from  169,743,000 
in  February,  1920,  to  121,556,000  in  February  this  year. 

The  decline  in  freight  revenue  was  from  $298,467,383  in 
February,  1920,  to  $282,594,176  in  February  this  year.  The 
revenue  per  ton  mile  increased  from  9.85  mills  in  February, 
1920,  to  12.54  mills  in  February  this  year. 

The  number  of  passengers  carried  decreased  from  91,673,000 
in  February,  1920,  to  83,474,000  in  February  this  year.  The 
revenue  increased  from  $82,326,685  to  $88,247,442.  The  revenue 
per  passenger  mile  increased  from  2.594  cents  to  3.089  cents. 

For  January  and  February  the  report  shows  that  revenue 
tons  carried  one  mile  decreased  from  62,352,000,000  in  the  1920 
period  to  49,096,000,000  in  the  1921  period.  The  revenue  tons 
carried  declined  from  345,790,000  to  263,491,000.  The  freight 
revenue  declined  from  $609,253,487  to  $605,985,851.  The  revenue 
per  ton  mile  increased  from  9.74  mills  to  12.34  mills. 

The  number  of  passengers  carried  declined  from  189,528,000 
in  January  and  February,  1920,  to  177,236,000  in  the  1921  period 
The  passenger  revenue  increased  from  $173,962,348  to  $193,263,- 
521.  The  revenue  per  passenger  mile  increased  from  2.604  cents 
to  3.103  cents. 


CAR  CONSTRUCTION  REPORT 

The   Traffic   World   Washington  Bureau 

A  report  by  the  bureau  of  census  of  the  Department  of  Com- 
merce on  the  construction  of  steam  and  electric  railroad  cars 
shows  that  there  were  162,511  steam  and  electric  railroad  cars 
built  in  1919,  with  a  total  value  of  $403,517,000,  as  compared 
with  137,823  cars  in  1914,  with  a  total  value  of  $164,960,000  Of 
the  total  in  1919,  160,159  were  steam  railroad  cars,  with  a  total 
value  of  $389,078,000.  Of  that  total,  294  were  passenger  cars 
with  a  value  of  $5,602,000,  and  159,865  were  freight  and  other 
cars,  with  a  total  value  of  $383,476,000.  Electric  railroad  cars 
built  m  1919  numbered  2,352,  with  a  total  value  of  $14,439  000. 
The  figures  reflect  the  marked  increase  in  the  cost  of  building 
cars  in  1919  over  1914. 
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Decisions  of  Interstate  Commerce  Commission 


PETROLEUM  FROM  BLUE  ISLAND 

The  Commission  has  dismissed  No.  10805,  Barnett  Gas  and 
Oil  Co.  vs.  C.  &  N.  W.,  Director-General,  et  al.,  opinion  No. 
6853,  61  I.  C.  C.  568-71,  holding  that  the  rates  on  petroleum 
and  its  products,  from  Blue  Island,  within  the  switching  Hints 
of  Chicago,  to  near-by  points  in  Illinois,  Wisconsin,  Michigan 
and  Indiana  were  not  and  are  not  unreasonable,  unjustly  dis- 
criminatory or  unduly  prejudicial.  The  point  was  that  the  ap- 
plication of  the  increase  of  4.5  cents  per  100  pounds  in  cases 
in  which  it  represented  an  increase  greater  than  25  per  cent 
was  unreasonable.  The  contention  of  the  complainant  was  that 
t lie  intention  of  the  Director-General  was  to  make  an  increase 
of  25  per  cent  with  4.5  cents  as  the  maximum. 

Commissioner  Hall  said  the  4.5-cent  Increase  was  part  of 
a  general  readjustment  made  in  an  effort  to  minimize  serious 
disturbances  of  rate  relationships.  He  said  it  seemed  to  meet 
i  lie  approval  of  the  trade  generally  and  no  sufficient  reason  was 
shown  on  the  record  why  it  should  be  condemned  as  applied  to 
the  particular  rates  in  issue. 


RATES  ON  PINE  LUMBER 

A  modification  has  been  made  by  the  Commission  in  its 
original  decision  on  No.  10083,  Whitewater  Lumber  Co.  vs.  Ala- 
bama Central,  Director-General,  et  al.,  opinion  No.  6851,  61 
I.  C.  C.  563-4.  In  the  original  decision  the  Commission  held 
that  it  was  unreasonable  and  unduly  prejudicial  for  the  carriers 
to  exact  rates  on  pine  lumber  from  Autaugaville,  Ala.,  to  inter- 
state destinations  higher  than  the  junction  point  or  group  rates 
and  awarded  reparation. 

On  rehearing,  the  Commission  eliminated  the  finding  of  un- 
reasonableness and  the  award  of  reparation,  but  adhered  to  the 
finding  of  undue  prejudice.  As  to  reparation,  it  held  that  no 
damage  had  been  shown. 

Commissioners  Hall,  Daniels  and  Potter  dissented,  the  first 
writing  a  separate  opinion. 

The  question  in  the  case  was  whether  Autaugaville,  which 
is  situated  on  the  Alabama  Central,  a  short  line,  was  entitled 
to  the  junction  or  group  rates  on  pine.  The  Commission,  in  its 
original  decision,  in  effect,  held  that  it  was  and  that  the  com- 
plainant was  entitled  to  reparation  on  account  of  unreasonable 
rates.  In  the  modified  opinion,  the  Commission,  in  effect,  held 
that  Autaugaville  was  entitled  to  the  junction  point  or  group 
rate,  but  that  the  complainant  had  not  shown  itself  to  be  dam- 
aged by  the  undue  prejudice. 

Upon  the  petition  of  the  defendants  the  case  was  reopened 
and  the  American  Short  Line  Railroad  Association  intervened 
in  behalf  of  the  other  common  carrier  defendants.  It  earnestly 
averred  that  the  former  findings,  if  followed  in  other  cases,  would 
destroy  the  value  of  many  independent  short  lines,  or  deprive 
the  trunk  lines  of  earnings  to  which  they  were  lawfully  entitled. 

Not  an  additional  fact  was  placed  in  the  record  on  rehear- 
ing, the  whole  question  being  whether  the  finding  of  unreason- 
ableness was  warranted  by  those  facts.  The  principal  conten- 
tion of  the  carriers  was  that  no  undue  prejudice  resulted  from 
the  maintenance  of  highe  rates  from  stations  on  connecting  inde- 
pendent short  lines  than  from  a  group  of  points  in  the  same 
vicinity  or  on  main  or  branch  lines  of  the  trunk  line  carriers 
and  on  connecting  trunk  lines.  They  earnestly  urged  the  Com- 
mission to  follow  its  decisions  in  the  Stonega  Coal  &  Coke 
case,  23  I.  C.  C.  17,  Brush  Creek  Mining  case,  39  I.  C.  C.  441, 
and  hold  that  a  carrier  is  not  bound  to  maintain  the  same  rates 
from  points  on  a  connecting  line  as  from  near-by  points  on  its 
own  lines.  The  Commission  retorted  to  that  contention  that 
the  conclusion  announced  in  its  first  report  in  this  case  agreed 
with  its  decision  in  McGowan-Foshee  Lumber  Co.,  43  I.  C.  C. 
581,  and  51  I.  C.  C.  317.  On  that  point  the  railroads  asserted 
that  conditions  in  the  Mississippi  valley  and  the  southeast  dif- 
fer from  those  prevailing  in  the  lumber  producing  areas  involved 
in  the  McGowan-Foshee  Lumber  case. 

Commissioner  Hall,  in  his  dissent,  said  that  under  this  de- 
cision, the  joint  rate,  although  reasonable,  must  be  brought 
down  to  the  group  rate  applied  from  the  junctions,  thereby  fur- 
ther reducing  the  slender  earnings  of  the  Mobile  &  Ohio,  if  the 
Alabama  Central  is  to  be  kept  alive,  or  else  the  group  rate 
must  be  raised.  For  the  reasons  indicated  by  him  in  the  Swift 
Lumber  Co.  case,  61  I.  C.  C.  485,  he  said  he  could  not  concur 
in  the  finding  of  undue  prejudice. 


the  Commission  said  the  American  Railway  Kxpress  Company 
had  not  justified  Its  proposal  to  bring  the  estimated  weight*  more 
nearly  to  the  actual  weight,  nor  had  it  justified  the  schedule* 
proposing  to  Increase  the  minimum  carload   weight*  to  co. 
spond.    Commissioner  Altchlson,  who  wrote  the  report,  said  the 
principal  effect  would  be  to  Increase  the  charges  on  spinach  from 
Texas.    The  express  company's  only  assigned  reason  for  desiring 
to  Increase  the  estimated  weights  was  the  fact  that  the  difference 
between  the  estimated  and  actual  weights  was  great 

The  Commission  said  that  that  was  not  justification  In  view 
of  the  fact  that  the  only  effect  would  be  to  Increase  the  transpor- 
tation charges.  Altchlson  said  that  while  the  estimated  weights 
proposed  would  be  more  nearly  In  harmony  with  the  actual 
weights  than  those  now  maintained,  the  latter  had  been  in  effect 
since  the  inception  of  the  spinach-growing  industry  and  the 
rates  had  been  made  in  relation  thereto.  In  a  case  of  this  kind, 
where  the  practical  and  only  effect  would  be  a  substantial  in- 
crease In  the  transportation  charges,  the  Commission,  the  re- 
spondent, should  not  only  show  that  the  proposed  estimated 
weights  are  not  excessive,  but  also  that  the  application  of  the 
existing  rates  to  such  estimated  weights  will  not  result  in  unrea- 
sonable transportation  charges  to  the  shipper.  That,  he  said, 
had  not  been  done. 

As  a  result  of  that  decision  the  railroads  serving  the  grow- 
ers of  Texas  will  continue  to  carry  carloads  of  spinach  from 
Austin,  Tex.,  to  New  York  City,  by  express,  for  $69.17  per  car 
less  than  for  carrying  the  same  quantity  by  freight.  Had  the 
Commission  allowed  the  express  company  to  increase  the  esti- 
mated weights,  the  carload  of  875  bushel  baskets  of  spinach, 
when  carried  by  express  would  have  cost  $42.39  more  than  a 
carload  of  the  same  number  of  baskets  by  freight. 

There  was  no  dispute  about  the  wide  difference  between  the 
estimated  and  actual  weights.  The  growers  freely  admitted  that 
the  packages  were  much  heavier  than  the  estimated  weights 
applied.  They  took  the  position,  however,  that  to  increase  the 
estimated  weights  would  merely  force  them  to  discontinue  their 
business  because  freight  and  express  rates  have  been  increased, 
they  said,  to  such  a  point  that  they  cannot  make  a  profit  in 
growing  the  vegetable.  The  increases  in  estimated  weights,  If 
allowed,  would  have  had  the  effect  of  increasing  the  rates  on 
spinach,  dry,  about  25  per  cent  and  spinach  packed  with  ice  in 
the  container  more  than  56  per  cent. 

During  federal  control  the  Director-General  ordered  the  esti- 
mated weights  on  spinach  hauled  by  freight  to  be  brought  up 
more  nearly  to  the  actual  weight.  The  express  companies  did 
not  Increase  their  estimated  weights.  Protests  by  the  railroad 
companies  against  hauling  express  shipments  of  spinach  on  pas- 
senger trains  for  less  than  freight  caused  the  filing  of  the  tariffs 
proposing  the  increased  weights. 

No  objection  was  made  to  the  increase  of  the  estimated 
weight  on  packages  of  lettuce.  No  one  was  interested  in  kale 
enough  to  say  anything  about  It  The  Texas  protestants,  in 
their  representations,  said  they  did  not  ship  It 

Commissioner  Aitchison  in  his  report  committed  the  Com- 
mission to  the  proposition  that  spinach  grown  in  Texas  under 
present  conditions  cannot  be  marketed  at  a  profit  to  the  grower, 
by  means  of  the  following  language: 

"Spinach  grown  in  Texas  cannot  be  sold  under  present  con- 
ditions and  under  the  present  weights  and  rates  at  prices  suffi- 
cient to  cover  the  cost  of  packing  and  transportation  and  yield  a 
profit  to  the  growers.  But  it  also  appears  from  protestants'  tes- 
timony that  the  market  price  of  spinach  has  been  fairly  low 
throughout  the  country,  due  to  a  rather  large  crop  and  to  the 
fact  that  consumers  no  longer  want  to  pay  war  prices.  An  ex- 
hibit offered  by  protestants  shows  that  on  two  cars  loaded  with 
•  approximately  the  same  number  of  baskets,  shipped  last  Decem- 
ber to  St.  Louis,  Mo.,  with  a  week's  interval  between  the  ship- 
ments, returns  on  the  first  car  were  $1,357.28  and  on  the  second 
$422.92,  the  variation  being  due  to  change  in  market  price.  Re- 
spondent takes  the  position  that  the  present  depression  In  prices 
is  the  result  of  the  commercial  conditions  generally  prevailing, 
and  does  not  constitute  a  valid  objection  to  the  maintenance  of 
estimated  weights  more  nearly  in  conformity  with  the  weights 
actually  carried." 


KALE,  LETTUCE  AND  SPINACH 

In  a  report  on  I.  and  S.  No.  1282,  Increased  Estimated  Con- 
tainer, and  Carload  Minimum  Weights  on  Kale,  Lettuce  and 
Spinach  from  Southern  Points,  opinion  No.  6855,  61  I.  C.  C.  586-9, 


INDUSTRIAL  PER  DIEM  RECLAIMS 

In  Its  report  on  No.  11485.  Birmingham  Southern  Railroad 
Co.  vs.  Alabama  Great  Southern,  Director-General,  et  al.,  opin- 
ion No.  6849,  61  I.  C.  C.  551-8,  Commissioner  Meyer  announced 
the  Commission's  conclusion  that  the  denial  by  the  trunk  line 
connections  of  switching  reclaims  to  the  Birmingham  Southern 
on  foreign  cars  handled  under  divisions  of  joint  rates  was  not 
unreasonable  or  unduly  prejudicial.  The  complainant  alleged 
that  the  assessment  against  it  of  demurrage  under  the  uniform 
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demurrage  code  instead  of  the  assessment  of  per  diem  with 
reclaim  allowances  under  the  per  diem  code  and  car  service 
rules  of  the  American  Railway  Association  subjected  the  com- 
plainant and  the  shippers  served  by  it  to  illegal  and  unreason- 
able charges,  unjust  discrimination  and  undue  prejudice.  It 
further  alleged  that  the  failure  of  the  trunk  lines  to  treat  it  as 
a  common  carrier  gave  undue  preference  to  railroads  similar 
to  the  complainant's  road  in  violation  of  the  first,  second,  third 
and  fifteenth  sections  of  the  interstate  commerce  law,  the  tenth 
section  of  the  federal  control  act  and  appropriate  provisions  of 
the  transportation  law.  It  asked  for  the  fixing  of  reasonable 
compensation  to  be  paid  by  the  complainant  for  the  past  and 
future  use  of  such  cars  and  the  establishment  of  reasonable  and 
non-prejudicial  charges,  rules  and  regulations  with  respect  to 
the  use  and  interchange  of  cars. 

The  Commission  in  disposing  of  the  case  gave  another  turn 
to  the  kaleidoscope  in  which  the  independent  short  line  rail- 
roads, lumber  tap  lines  and  common  carriers  owned  by  indus- 
tries other  than  lumber  companies  serve  as  the  pieces  of  col- 
ored glass  in  making  up  the  various  combinations.  It  con- 
demned the  allowance  of  switching  reclaims  to  industrial  com- 
mon carriers,  saying  that  the  common  carrier  status  of  the 
Birmingham  Southern  and  by  analogy  other  industrial  common 
carriers,  gave  it  no  inherent  right  to  per  diem  or  reclaim. ,  At 
the  same  time,  however,  it  condemned  the  assessment  of  de- 
murrage under  the  uniform  code  against  the  Birmingham  South- 
ern and  prescribed  a  modified  average  demurrage  agreement  for 
use  in  regulating  the  relations  between  common  carriers,  one 
of  which  happens  to  have  been  built  and  owned  by  a  shipper 
over  its  rails,  namely,  the  Tennessee  Coal,  Iron  &  Railroad  Co. 
That  last  mentioned  company  is  itself  a  subsidiary  of  the  United 
States  Steel  Corporation.  The  modification  of  the  average 
agreement  is  only  as  to  the  amount  of  free  time. 

The  order  of  the  Commission  requires  the  trunk  lines  and 
the   Birmingham    Southern   to    establish   their   relations    on   or 
before  July  14,  in  accordance  with  the  provisions  of  Appendix 
C  of  the  United  States  Railroad  Administration,  Circular  CS-59; 
providing  for  assessment  of  charges  for  use  and  detention  of 
cars  except  those  at  home  on  the  tracks  of  the  Birmingham 
Southern  or   the   industries  located   thereon  against  the   Birm- 
ingham  Southern  at  the  contenporaneous   demurrage  rates   on 
cars  delivered  loaded  and  returned  empty  or  delivered  empty 
and  returned  loaded  after  the  expiration  of  72  hours'  free  time; 
for  the  similar  assessment  of  charges  for  use  and  detention  of 
cars  at  the  contemporaneous  demurrage  rates  on  cars  delivered 
loaded  and  returned  loaded  after  144  hours'  free  time;   and  for 
the  like  assessment  of  charges  for  use  and  detention  of  cars 
on   cars   delivered   empty   and   returned   empty  after  24   hours' 
free  time.     Time  shall  be  computed  from  the  first  7  a.  m.  after 
actual  placement  on  the  interchange  track  until  returned  to  a 
recognized    interchange    track;    except   that   when,    through    no 
fault  of  the  delivering  line,  such  actual  placement  can  not  be 
made  upon  the  interchange  track,  time  shall  be  computed  from 
the  first  7  a.  m.  after  notice  of  readiness  to  deliver  such  car 
has  been  sent  or  given  to  the  industrial  carrier,  such  notice  to 
intain  a  statement  of  point  of  shipment,  car  initials  and  num- 
bers, car  contents,  consignee,  and  if  transferred  in  transit  the 
itials  and  number'  of  the  original  car.     Sundays  and  legal  hol- 
ys,  but  not  half  holidays,  shall  be  'excluded  except  as  here- 
mer  stated.     On   cars  delivered  loaded   and  returned  empty 
and   on  cars   delivered   empty   and   returned   loaded   one   credit 
shall  be  allowed  for  each  car  returned  within  the  first  48  hours 
free  time;    after  the  expiration  of  72  hours'  free  time  one 
per  car  per  day  or  fraction  of  a  day  shall  be  charged  for 
h  of  the  first   four  days;    in  no   case  shall  more  than  one 
:  be  allowed  .on  any  one  car,  and  in  no  case  shall  more 
than  four  credits  be  applied  in  cancellation  of  debits  accruing 
n  any  one  car.     On  cars  delivered  loaded  and  returned  loaded 
Tedits  shall  be  allowed  for  each  car  returned  within  the 

96  hours  of  free  time,  one  credit  shall  be  allowed  for  each 
car  returned  within  the  first  120  hours'  free  time-  after  the  ex- 
piration of  144  hours'  free  time,  one  debit  per  car  per  day  or 
fraction  of  a  day  shall  be  charged  for  each  of  the  first  eight 

;  in  no  case  shall  more  than  two  credits  be  allowed  accru- 

on  any  one  car,  nor  more  than  eight  credits  be  applied  'n 

cancellation  of  debits  accruing  on  any  one  car.    After  a  car  has 

accrued   the  'debits   named,   charges   for   use   and   detention   of 

the  contemporaneous  demurrage  rates  shall  be  collected 

each  succeeding  day  or  fraction  of  a  day,  including  all  sub- 

™T,ehnt,,?UIJd?y,S  aDl!egai  1ollday«-    At  the  end  of  the  calendar 
month  the  total  credits  shall  be  deducted  from  the  total  debits 
and  charges  for  use  and  detention  of  cars  at  the  contemporane- 
ous demurrage  rates  per  debit  charged  for  the  remainder      If 
e  credits  equal  or  exceed  the  debits,  no  charge  or  payment 
shall    be   made   on   account   of   such   excess    credits    nor    shall 
credits  in  excels  of  the  debits  of  any  one  month  be  considered 
in   computing   the   average   detention   for   another   month      On 
s  delivered  empty  and  returned  empty  charges  for  use  and 
letentlon   of   cars   at   the   contemporaneous   demmurrage   rates 
per  car  per  day  or  fraction  of  a  day  shall  be  collected    after 
the  expiration  of  24  hours'  free  time  ' 

der  this  arrangement  Commissioner  Meyer  said  that  ship- 


pers on  the  Birmingham  Southern  would  be  accorded  the  same 
treatment  in  the  matter  of  demurrage  as  those  located  on  ihe 
line  of  one  of  the  common  carriers  and  the  Birmingham  South- 
ern would  be  enabled  to  execute  average  demurrage  agreements 
with  industries  served  by  it  in  circumstances  similar  to  'chose 
controlling  the  making  of  such  agreements  between  other  lines 
and  the  industries  served  by  them. 

The  Commission  held  that  the  adjustment  of  charges  ac- 
cruing in  the  period  of  federal  control  on  the  basis  of  this  new 
arrangement  would  be  a  reasonable  one  and  authorized  the  car- 
riers concerned  to  make  such  a  settlement. 

In  disposing  of  the  case  in  the  manner  indicated,  the  Com- 
mission recognized  that  it  was  reversing  its  decision  in  the 
Owasco  River  Railway  case,  53  I.  C.  C.  104,  and  going  back  to 
the  position  taken  by  it  so  far  as  per  diem  reclaim  is  concerned, 
in  Industrial  Railways  Case,  22  I.  C.  C.  212.  In  that  case  it 
condemned  reclaim  arrangements  on  the  ground  that  they  too 
readily  could  be  made  to  cover  preferences  and  advantages  to 
the  proprietary  interests  of  the  industrial  lines  accordeii  reclaim. 
It  adhered  to  that  position  in  the  second  Industrial  Railways 
Case,  34  I.  C.  C.  596,  and  in  Northampton  &  Bath  Railroad,  41 
I.  C.  C.  68,  going  so  far  as  to  place  that  railroad  on  a  modified 
demurrage  plan.  In  the  Owasco  case  it  required  the  industrial 
carrier  "to  pay  to  the  trunk  line  per  diem  in  accordance  with 
the  rules  at  the  rates  per  day  generally  in  effect."  That  deci- 
sion, however,  did  not  discuss  the  reclaims  question.  However, 
the  reclaims  question  was  reserved  in  Lake  Erie  &  Fort  Wayne 
Railroad  Co.,  58  I.  C.  C.  558,  and  several  similar  cases,  for  fur- 
ther consideration  and  disposition.  The  decision  in  this  case, 
therefore,  may  be  taken  as  the  Commission's  disposition  of  that 
phase  for  the  time  being. 

Commissioner  Aitchison  dissenting  in  part,  said  that  de- 
murrage is  primarily  intended  to  compel  the  release  of  cars  and 
applies  between  carriers  and  shippers. 

"It  is  neither  the  natural  nor  more  suitable  basis  for  the 
adjustment  of  compensation  for  use  of  equipment  interchanged 
between  common  carriers,"  said  Aitchison.  "The  rule  in  Owas- 
co River  Railroad  Co.,  53  I.  C.  C.  104,  now  over-ruled  by  the 
majority,  appears  to  be  more  logical  in  its  recognition  that  the 
parties  to  interchange  are  common  carriers  and  not  shipper 
and  carrier,  and  results  in  more  exact  measurement  of  compen- 
sation which  ought  to  be  paid  for  the  use  of  cars  interchanged. 
With  some  possible  modification  in  respect  to  per  diem  reclaims 
it  gives  as  much  assurance  against  favoritism  to  the  owning 
industry  as  can  be  afforded  by  any  rule." 

Commissioner  Hall  concurred  in  Commissioner  Aitchison's 
expression  of  opinion. 


UNREPEATED  MESSAGE  CASE 

In  a  report  written  by  Commissioner  McChord  on  No.  11524, 
Limitations  of  Liability  in  Connection  with  the  Transmission  of 
Telegraph'  Messages;  and  No.  8917,  J.  L.  Cultra  and  Myrtle 
Cultra,  partners,  trading  as  the  Clay  County  Produce  Co.  vs. 
Western  Union  Telegraph  Co.,  commonly  known  as  the  Unre- 
peated  Message  Case,  opinion  No.  6848,  61  I.  C.  C.  541-50,  the 
Commission  held  the  present  rules  of  the  telegraph  companies 
limiting  their  liability  for  negligence  in  the  transmission  or  de- 
livery or  for  non-delivery  of  unrepeated  and  repeated  interstate 
rates,  constituting  integral  parts  of  the  respective  rates  to  be 
unreasonable.  It  held  that  the  maximum  liability  in  the  case 
if  a  message  on  which  the  unrepeated  rate  is  charged  should 
not  be  less  than  $500,  and  for  a  message  at  the  repeated  rate 
the  liability  should  not  be  less  than  $5,000.  It  also  held  that 
provision  should  be  made  for  the  transmission  of  valued  mes- 
sages under  a  liability  limited  to  the  value  stated  in  writing 
by  the  sender  of  the  message  at  the  time  it  is  offered  for  trans- 
mission, upon  the  payment  of  the  repeated  rate  plus  one-tenth 
of  one  per  cent  of  the  stated  value  in  excess  of  $5,000. 

The  order  of  the  Commission  requires  the  telegraph  com- 
panies on  or  before  July  13  to  file  rules  in  accordance  with  the 
finding.  The  order  further  requires  the  telegraph  companies 

file  with  the  Commission  for  its  information,  and  thereafter 

to   maintain   on   file,   their   schedules   of   rates   and    charges    to- 

ether   with    the   classifications   and    the    rules    and   regulations 

governing  the   receipt,  transmission   and  delivery   of  such   mes- 

;es  the  rules  and  provisions  limiting  the  liability  for  errors 
or  delays,  and  all  reissues  thereof  and  supplements  thereto. 

That  order  requiring  the  telegraph  companies  to  file  their 
schedules  for  the  information  of  the  Commission  was  put  out 
m  that  form  because  the  law  does  not  require  the  telegraph 
companies  to  file  tariffs  in  the  same  way  and  to  the  same  ex- 
that  it  requires  common  carrier  railroads.  The  telegraph 
companies  for  many  years  have  filed  their  schedules  with  the 

mmission,  for  information  only,  they  have  said,   so  that  the 
f  the  Commission  requires  them  to  do  no  more  than  they 
have  professed   to  be   doing. 

The  subject  was  brought  to  the  attention  of  the  Commission 
by  the  formal  complaint  No.  8917,  filed  by  the  Cultras.  A  report 
on  that  case  was  made  m  44  I.  C.  C.  670.  In  June,  1920,  owing 

dissatisfaction  with  the  former  report  and  changes  in  the  law, 
the  Commission  initiated  the  general  inquiry,  docket  No.  11524. 
The  original  case  arose  from  the  refusal  of  the  Western  Union 
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'"  Mtlsfj  ;i  rijun  for  damages  alleged  to  have  resulted  from 
the  incorrect  transmission  of  an  unrepeated  night  letter  tele- 
KIMIH  The  telegraph  company  omitted  the  word  "not"  from  a 
message  relating  to  poultry.  The  omission  of  the  word  "not" 
raiisril  the  Cultras  to  send  another  carload  of  chickens  to  an 
already  overstocked  market. 

In  this  case  the  Commission  conceived  the  questions  to  be 
determined  by  it  were  as  to  whether  by  the  amended  act  to  regu- 

commerce,  It  had  been  invested  with  jurisdiction  over  mat- 
ters of  this  kind,  and  second,  whether  If  Jurisdiction  had  been 
conferred,  the  rules  covering  liability  were  reasonable. 

At  the  time  the  complaint  was  filed,  and  the  time  the  Com- 
mission started  its  own  investigation,  the  sender  of  a  telegram 
was  given  the  choice  of  three  classes  of  messages,  namely:  un- 
repeated, repeated,  valued,  with  different  rates  for  each  class; 
the  rates  supposed  to  be  dependent  upon  the  service  to  be  per- 
formed and  the  liability  to  be  assumed.  As  a  condition  attach- 
ing to  the  transmission  of  a  message  at  the  lowest  unrepeated 
rate,  it  was  stipulated  that  the  company  should  not  be  liable 
for  mistakes,  delays  or  non-delivery  beyond  the  amount  received 
for  sending  it.  The  Western  Union  did  not  adhere  to  that  rule 
but  the  Postal  did;  but  to  protect  the  sender  against  possible 
loss  in  the  event  of  errors  of  transmission,  the  companies  of- 
fered the  repeated  class  of  messages  at  a  rate  one  and  one-half 
times  the  rate  for  the  same  message  If  unrepeated.  For  this 
additional  rate,  they  agreed  to  assume  liability  to  the  extent 
of  fifty  times  the  rate  paid  with  a  maximum  liability,  in  the 
case  of  the  Western  Union,  of  $50.  The  valued  message  was 
the  repeated  rate  plus  a  surcharge  of  one-tenth  of  one  per  cent 
of  the  valuation  to  insure  the  sender  against  any  loss  within 
the  value  placed  on  the  message. 

In  practice,  the  Western  Union  had  settled  claims  up  to 
$500,  when  damage  resulted  from  a  fault  in  service  and  there 
was  no  valid  contract  limiting  the  company's  liability.  The 
superintendents  were  authorized  to  make  settlements  of  that 
kind.  In  1913  the  managers  were  given  discretion  to  settle 
claims  in  accordance  with  their  judgment. 

Commissioner  McChord  pointed  out  that  there  had  been  no 
substantial  change  in  the  Western  Union's  rule  disclaiming  re- 
sponsibility for  negligence  in  connection  with  unrepeated  mes- 
sages since  it  was  first  established  more  than  fifty  years  ago, 
notwithstanding  that  the  efficiency  of  the  sending  and  receiving 
instruments  had  been  greatly  increased  and  that  new  appliances 
had  been  adopted  which  reduced  the  possibility  of  error  to  a 
minimum.  Prom  records  prepared  by  the  Postal  it  was  esti- 
mated that  the  ratio  of  errors  in  transmission  to  the  number 
of  messages  handled  was  one  to  twenty-five  or  thirty  thousand. 

The  Postal  vigorously  opposed  any  increase  in  its  liability, 
principally  on  the  ground  that  its  revenues  would  be  insufficient 
to  meet  the  expense. 

Commissioner  Potter,  dissenting,  said  that,  as  he  saw  it. 
the  Commission  by  its  majority  report  departed  from  the  field 
of  regulation  and  entered  the  field  of  corporate  management  and 
business  policy. 

"If  the  increased  liability  benefits  the  public  and  brings 
about  an  increased  burden  to  respondents,  that  increased  burden 
will  be  an  expense  which  through  increased  rates  will  be  passed 
along  to  all  whom  the  respondents  serve,"  said  Mr.  Potter.  "The 
result  of  compliance  with  our  report  will  be,  therefore,  to  create 
a  sort  of  insurance  relation  by  which  the  individual  sender 
of  a  message  will  be  insured  at  the  expense  of  senders  in  gen- 
eral. This  might  be  a  desirable  arrangement,  but  whether  it 
should  be  adopted  as  a  part  of  the  relation  with  the  respondents 
and  among  those  they  serve,  is  a  business  question  rather  than 
a  matter  of  service  regulation.  To  my  mind,  those  who  desire 
insurance  should  pay  for  it,  and  should  not  be  accorded  it  at 
the  expense  of  others.  Existing  arrangements  amply  insure 
those  who  are  willing  to  pay  for  their  insurance." 


SWITCHING  CHARGES  AT  MINNEAPOLIS 

In  a  report  on  I.  and  S.  No.  1272,  Switching  and  Absorption 
at  Minneapolis,  opinion  No.  6866,  61  I.  C.  C.  646-54,  the  Commis- 
sion held  that  the  Minneapolis  &  St.  Louis  and  its  subsidiary, 
the  Railway  Transfer  Company,  had  not  justified  a  proposed 
increase  in  switching  charges  at  Minneapolis,  nor  had  the  Omaha 
and  Soo  Line  justified  their  declination  to  absorb  more  of  the 
switching  charges  than  at  present  of  the  Minneapolis  &  St.  Louis 
and  its  subsidiary. 

But  the  Commission  did  not  leave  the  Minneapolis  &  St. 
Louis  without  relief  from  the  distress  caused  by  the  fact  that 
its  rates  for  switching  between  industries  and  for  intermediate 
switching  are  only  $2  and  $2.50  per  car.  It  condemned  the  pro- 
posal to  establish  much  higher  rates  without  prejudice  to  its 
right  to  increase  the  rate  for  switching  for  connections  and 
between  industries  to  $3  per  car.  It  decided,  however,  that  the 
rate  for  switching  at  St.  Louis  Park  and  Hopkins,  suburbs  of 
Minneapolis,  on  the  M.  &  St.  L.  and  its  subsidiary,  should  remain 
at  $4  per  car. 

The  proposed  rate  for  switching  between  industries  in  Min- 
neapolis was  $8  per  car  except  that  on  grain  and  grain  products 
it  would  be  $6  per  car  and  on  tank  cars  $10.  At  St.  Louis  Park 
and  Hopkins,  the  proposal  was  to  make  a  charge  of  $8  on  all 


cars  except  tank  earn.    The  rate  on  the  latter  was  to  be  $lo. 
as  In  Minneapolis 

AB  noon  an  the  M.  &  St.  L.  made  that  proposal  the  Omaha 
and  800  linen  published  RrliMlules  Haying  they  would  abnorh 
.switching  charged  of  conn. ••  lions  only  for  amount*  equal  to 

<ent  switching  rated  on  the  M.  &  Hi.  L.,  and  that  the  rest  of 
the  charge  of  connecting  linen  would  be  anxcuned  against  the 
shipper. 

The  CommlBslon  held  that  the  800  and  Omaha  linen  bad 
not  justified  that  limitation  upon  their  absorptions  and  that  they 
must  cancel  the  schedules  limiting  the  amount  of  their  absorp- 
tions. BO  that  when  the  M.  &  St.  L.  publliihes  the  higher  rates  Its 
connections  will  have  to  absorb  the  whole  amount  on  h. 
changed  through  business. 

On  brief,  the  Minnesota  commission  Bald  that  the  carriers 
involved  had  filed  similar  schedules  relating  to  Intrastate  traffic, 
and  suggested  that  that  fact  created  a  situation  In  which  co- 
operative action  would  be  desirable.  The  Minnesota  commission 
expressed  readiness  to  co-operate  in  a  joint  Investigation.  Th-- 
federal  Commission  said  that  that  ne.-nie,i  desirable,  and  that 
the  findings  in  this  report  were  without  prejudice  to  any  dif- 
ferent conclusion  that  might  be  reached  after  the  Joint  Inves- 
tigation "for  which  this  proceeding  will  be  continued." 

In  other  words,  while  the  Commission  haB  announced  Us 
conclusions,  they  are  subject  to  revision.  If  and  when  the  Joint 
investigation  by  itself  and  the  Minnesota  commission  develops 
facts  warranting  a  different  conclusion. 

Commissioner  Hall  concurred,  but  expressed  the  conviction 
that  the  carriers  had  justified  a  charge  of  $6. 

DETERMINATION  OF  COMMON  CARRIERS 

In  a  report  written  by  Commissioner  Hall  on  No.  10174, 
National  Tube  Co.  vs.  Pittsburgh,  Cincinnati,  Chicago  &  St. 
Louis  et  al.,  opinion  No.  6856,  61  I.  C.  C.,  590-601,  the  Commis- 
sion disposed  of  questions  as  to  the  statUB  of  the  Mercer  Valley 
Railroad,  the  Benwood  &  Wheeling  Connecting,  and  the  Me- 
Keesport  Connecting  Railroad.  It  held  the  Mercer  Valley  to 
be  not  a  common  carrier;  and  the  other  two  to  be  common  car- 
riers subject  to  limitations  in  their  dealings  with  trunk  lines, 
due  to  the  fact  that  their  stock  is  held  by  subsidiaries  of  the 
United  States  Steel  Corporation  and  their  principal  work  Is  that 
of  carrying  the  tonnage  of  the  proprietary  companies. 

This  report  also  embraces  No.  10174  (Sub-No.  1.  National 
Tube  Company  vs.  Pennsylvania  Railroad  Company  et  al.;  No. 
10174  (Sub-No.  2),  Carnegie  Steel  Company  vs.  Pennsylvania 
Railroad  Company  (Western  Lines)  et  al.;  No.  10174  (Sub.  No. 
3),  American  Sheet  &  Tin  Plate  Company  vs.  Pennsylvania  Rail- 
road Company  et  al.;  and  No.  10174  (Sub-No.  4),  American  Steel 
&  Wire  Company  vs.  Pennsylvania  Railroad  Company  (Western 
Lines)  et  al. 

Commissioners  McChord  and  Eastman  dissented  from  the 
holding  that  the  Benwood  &  Wheeling  is  a  common  carrier,  the 
former  writing  a  separate  report.  He  said  there  are  three  es- 
sentials to  constitute  a.  common  carrier  railroad.  The  first  is 
that  there  are  facilities  for  the  public  to  use;  a  holding  out  on 
the  part  of  the  carrier  to  the  public  to  use  its  facilities,  "and 
actual  use  of  such  facilities  by  the  public."  In  the  case  of  the 
Benwood  &  Wheeling  he  said  that  99.72  per  cent  of  the  tonnage 
was  that  of  the  proprietary  interest.  The  rest  of  the  tonnage 
was  furnished  by  a  by-product  coke  plant,  the  works  of  which 
were  within  the  enclosure  of  the  proprietary  interest  and  sold 
its  product  thereto.  That  coke  plant,  he  said,  was  a  neces- 
sary adjunct  of  the  proprietary  company.  He  said  there  was  no 
bona  fide  holding  out  to  perform  service  for  the  public.  The 
public  has  a  theoretical  right  to  use  its  facilities,  but  its  tracks 
are  so  situated  that  it  would  be  a  vain  thing  for  the  public  to 
demand  service. 

Inasmuch  as  the  Mercer  Valley,  serving  the  Carnegie  Steel 
Company  at  Farrell,  Pa.,  is  held  not  to  be  a  common  carrier, 
it  is  not  subject  to  the  interstate  commerce  act  and  the  de- 
murrage tariffs  filed  by  it  with  the  Commission  are  without  force 
or  effect.  The  Commission  further  held  that  the  demurrage 
tariffs  of  the  trunk  line  connections  of  the  Mercer  Valley  had 
not  been  shown  to  be  unreasonable  or  unduly  prejudicial.  The 
Commission's  decision  is  that  the  Mercer  Valley  Is  not  and  never 
was  a  common  carrier  and  that  therefore  the  trunk  lines  should 
quit  absorbing  a  part  of  that  railroad's  charges.  That,  however, 
is  not  to  be  construed  as  a  holding  that  it  would  be  unlawful  for 
the  trunk  lines  to  make  a  reasonable  allowance  to  the  Mercer 
Valley  for  the  services  performed  by  it. 

\Vith  regard  to  the  other  carriers,  Commissioner  Hall  said 
they  not  only  hold  themselves  out  as  common  carriers,  but  have 
facilities  which  "are  available  for  use  In  connection  with  their 
service  for  the  public  and  are  used  in  such  service  to  a  limited 
but  appreciable  extent.  We  find  that  at  all  times  covered  by 
the  complaints  these  roads  were  and  now  are  common  carriers 
subject  to  the  interstate  commerce  act,  and  that,  following 
Birmingham  Southern  R.  R.  Co.  vs.  Director-General,  61  I.  C.  C., 
551,  the  following  arrangement  betweea  them  and  their  trunk 
line  connections  with  respect  to  the  detention  of  cars  on  the 
lines  of  the  former,  and  demurrage  charges  thereon,  will  be 
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controversy. 

&  Wheeling,  and 

the  defend™ntTrCunriVer'connecting~with  the  McKeesport  Rail- 
road and  the  Benwood  &  Wheeling,  shall  establish  rules  in  ac- 
cordance with  the  provisions  of  Appendix  C  of  the  United  States 
Railroad  Administration's  circular  CS-59  providing  for  assess- 
ment of  charges  for  use  and  detention  of  cars,  except  those  at 
home  on  the  tracks  of  the  McKeesport  Railroad  and  the  Be 
wood  &  Wheeling  or  the  industries  located  thereon,  against  t 
McKeesport  Railroad  and  the  Benwood  &  Wheeling  at  the  con- 
temporaneous demurrage  rates  on  cars  delivered  loaded  and  re- 
turned empty,  or  delivered  empty  and  returned  loaded  after  the 
expiration  of  72  hours'  free  time;  for  the  similar  assessment  of 
charges  for  use  and  detention  of  cars  at  the  contemporaneous 
demurrage  rates  on  cars  delivered  loaded  and  returned  loaded 
after  144  hours'  free  time;  and  for  the  like  assessment  of  charges 
for  use  and  detention  of  car  or  cars  delivered  empty  and  returned 
empty  after  24  hours'  free  time.  Time  shall  be  computed  from 
the  first  7  a.  m.  after  actual  placement  on  the  interchange  track 
until  returned  to  a  recognized  interchange  track;  except  that 
when,  through  no  fault  of  the  delivering  line,  such  actual  place- 
ment cannot  be  made  upon  the  interchange  track,  time  shall  be 
computed  from  the  first  7  a.  m.  after  notice  of  readiness  to  de- 
liver such  car  has  been  sent  or  given  to  the  industrial  carrier, 
such  notice  to  contain  a  statement  of  point  of  shipment,  car 
initials  and  number,  car  contents,  consignee,  and,  if  transferred 
in  transit,  the  initials  and  number  of  the  original  car.  Sundays 
and  legal  holidays,  but  not  half  holidays,  shall  be  excluded  ex- 
cept as  hereinafter  stated.  On  cars  delivered  loaded  and  returned 
empty  and  on  cars  delivered  empty  and  returned  loaded  one 
credit  shall  be  allowed  for  each  car  returned  within  the  first 
48  hours  of  free  time;  after  the  expiration  of  72  hours'  free  time, 
one  debit  per  car  per  day  or  fraction  of  a  day  shall  be  charged 
for  each  of  the  first  four  days;  in  no  case  shall  more  than  one 
credit  be  allowed  on  any  one  car  and  in  no  case  shall  more  than 
four  credits  be  applied  in  cancellation  of  debits  accruing  on 
any  one  car.  On  cars  delivered  loaded  and  returned  loaded  two 
credits  shall  be  allowed  for  each  car  returned  within  the  first 
96  hours  of  free  time,  one  credit  shall  be  allowed  for  each  car 
returned  within  the  first  120  hours'  free  time;  after  the  expira- 
tion of  144  hours'  free  time,  one  debit  per  car  per  day  or  frac- 
tion of  a  day  shall  be  charged  for  each  of  the  first  eight  days; 
in  no  case  shall  more  than  two  credits  be  allowed  accruing  on 
any  one  car,  nor  more  than  eight  credits  be  applied  in  cancel- 
lation of  debits  accruing  on  any  one  car.  After  a  car  has  ac- 
crued the  debits  named,  charges  for  use  and  detention  of  cars 
at  the  contemporaneous  demurrage  rates  shall  be  collected  for 
each  succeeding  day  or  fraction  of  a  day,  including  all  subse- 
quent Sundays  and  legal  holidays.  At  the  end  of  the  calendar 
month  the  total  credits  shall  be  deducted  from  the  total  debits 
and  charges  for  use  and  detention  of  cars  at  the  contempora- 
neous demurrage  rates  per  debit  charged  for  the  remainder.  If 
the  credits  equal  or  exceed  the  debits,  no  charge  or  payment 
shall  be  made  on  account  of  such  excess'  credits,  nor  shall  credits 
hi  excess  of  the  debits  of  any  one  month  be  considered  in  com- 
puting the  average  detention  for  another  month.  On  cars  de- 
livered empty  and  returned  empty,  charges  for  use  and  deten- 
tion of  cars  at  the  contemporaneous  demurrage  rates  per  car 
per  day  or  fraction  of  a  day  shall  be  collected,  after  the  ex- 
piration of  24  hours'  free  time. 

"Under  this  arrangement  shippers  located  on  the  McKees- 
port Railroad  and  the  Benwood  &  Wheeling  would  be  accorded 
the  same  treatment  in  the  matter  of  demurrage  as  those  located 
on  the  lines  of  the  common  carriers  and  the  McKeesport  Rail- 
road and  the  Benwood  &  Wheeling  would  be  enabled  to  execute 
average  demurrage  agreements  with  industries  served  by  them 
under  circumstances  similar  to  those  which  control  the  making 
of  such  agreements  between  other  lines  and  the  industries 
served  by  them. 

"Reparation  is  prayed,  but  no  order  will  be  entered  at  this 
time  awarding  reparation.  The  principles  herein  announced 
should  be  applied  as  soon  as  possible  by  all  the  carriers  con- 
cerned and  the  Commission  advised  when  settlement  is  effected." 


RATES  ON  CRUSHED  ROCK 

A  finding  of  unreasonableness  as  to  rates  on  crushed  rock 
from  Leeds,  Mo.,  and  Rosedale,  Kans.,  to  destinations  within  a 
radius  of  150  miles  from  Kansas  City  has  been  made  in  No.  11148, 
Prince-Johnson  Limestone  Co.  vs.  A.  T.  &  S.  F.  et  al.,  opinion 
No.  6877,  61  I.  C.  C.,  602-4.  The  finding  is  that  the  allegations 
of  undue  prejudice  had  not  been  sustained,  but  that  the  intra- 
atate  rates  under  assault  were,  during  federal  control,  and  the 
interstate  rates  were,  are  and  for  the  future  will  be,  unreason- 
able to  the  extent  that  they  exceeded,  exceed,  or  may  exceed 
by  more  than  one  cent  per  100  pounds,  the  contemporaneous 
rates  on  the  same  commodity  from  Kansas  City  to  the  same 
destinations.  The  carriers  are  to  line  up  their  rates  in  accord- 
ance with  that  finding  on  or  before  August  18.  The  prayer  for 


EPSOM  SALTS,  ATLANTA  TO  KNOXVILLE 

Sixth  class  of  34  cents,  as  applied  to  epsom  salts  from  At- 
lanta to  Knoxville  has  been  condemned  as  unreasonable  and 
unduly  prejudicial  in  a  report  on  No.  11514,  Davis  Manufacturing- 
Co  Inc  vs  Louisville  &  Nashville,  Director-General,  et  al., 
oDinion  No  6859  61  I  C.  C.,  607-9,  because  and  to  the  extent 
that  it  exceeded  and  exceeds  23.5  cents.  Reparation  on  account 
of  unreasonableness,  but  not  on  account  of  undue  prejudice,  i! 
to  be  made  to  the  basis  of  the  23.5-cent  rate  The  carriers  are 
to  publish  that  rate  on  or  before  August  15  and  maintain  it 
until  the  further  order  of  the  Commission. 

In  fourth  section  order  No.  7958  the  Commission  refused 
relief  to  the  Louisville  &  Nashville  and  directed  it  to  line  up 
its  rates  on  or  before  August  15.  The  Louisville  &  Nashville, 
before  the  case  went  to  trial,  expressed  willingness  to  make  a 
rate  of  25  cents,  rather  than  have  any  trouble  about  the  matter, 
the  while  contending  that  the  complainant  could  well  afford  to  pay 
34  cents  in  view  of  the  rates  from  other  points  where  the  com- 
plainant might  obtain  the  salts,  and  that  if  the  same  rate  per 
mile  were  given  Knoxville  that  applies  to  Chattanooga  the 
charge  to  Knoxville  would  be  32  cents. 

COAL  SWITCHING,  HARRISONBURG,  VA. 

In  a  report  on  I  and  S.  No.  1292,  switching  coal  and  coke 
at  Harrisonburg,  Va.,  opinion  No.  6873,  61  I.  C.  C.  667-8,  the 
Commission  has  condemned  the  proposal  of  the  Baltimore  & 
Ohio  to  increase  its  switching  charge  at  Hanisonburg  to  35 
cents  per  net  ton  from  its  present  charge  of  $3  per  car,  for 
transferring  coal  and  coke  from  its  point  of  interchange  with 
the  Chesapeake  Western.  The  tariff  filed  originally,  to  be- 
come effective  February  21,  was  suspended  upon  the  protest 
of  the  Chesapeake  Western  until  July  1. 

The  maximum  switching  movement  is  about  %  mile.  From 
1899  to  1908,  the  B.  &  O.'s  charge  was.  $2  per  car.  In  190$ 
the  charge  was  increased  to  25  cents  per  ton;  reduced  on  Janu- 
ary 4,  1919,  and  increased  on  August  26,  1920,  to  $3.  In  justifi- 
cation of  its  tariff  the  B.  &  O.  said  that  it  desired  merely  to 
restore  the  former  charge  of  25  cents  increased  in  accordance 
with  the  authorization  in  Ex  Parte  74.  Based  on  the  average 
loading  of  50  tons,  the  charge  would  be  $17.50  per  car. 

The  Commission  in  its  report  directed  attention  to  the  fact 
that  the  B.  &  O.  did  not  propose  to  increase  its  present  charge 
of  $3  per  car  for  switching  freight  other  than  coal  and  coke 
for  the  Chesapeake  Western.  It  proposed  leaving  the  $3  charge 
in  effect  on  coal  and  coke  switched  for  the  Southern.  In  justifi- 
cation of  that  difference  of  treatment  the  B.  &  O.  said  that  the 
Southern  offered  reciprocal  advantages  consisting  of  trackage 
rights  and  the  joint  use  of  freight  and  passenger  terminals  at 
Harrisonburg,  trackage  rights  at  Strassburg  Junction  and  sub- 
stantial rights  at  Potomac  Yards,  and  also  gave  access  to  con- 
suming points  not  reached  by  the  Chesapeake  Western.  In 
other  words,  that  the  Southern  had  something  to  offer  in  ex- 
change for  the  low  switching  charge,  while  the  Chesapeake 
Western  had  not.  The  Commission  said  that  the  comparisons 
did  not  afford  a  basis  for  determining  what  a  reasonable  charge 
for  the  service  would  be. 


RATES  ON  CRUDE  SULPHUR 

The  Commission  has  condemned  as  unreasonable,  in  a  re- 
port on  No.  10554,  E.  I.  du  Pont  de  Nemours  &  Co.  vs.  Canton 
R.  R.  et  al.,  opinion  No.  6858,  61  I.  C.  C.  605-6,  a  sixth  class  rate 
of  16  cents,  minimum  40,000  pounds,  on  «rude  sulphur  shipped 
in  April,  1918,  from  Canton  docks,  Baltimore,  to  Gibbstown  and 
Carney's  Point,  N.  J.,  because  and  to  the  extent  that  it  ex^ 
ceeded  80  per  cent  of  the  sixth  class  rate.  The  lower  rate,  made 
in  accordance  with  the  standard  set  in  the  report,  is  to  be  made 
operative  on  or  before  August  18.  Reparation  is  to  be  made 
to  the  basis  of  sixth  class. 


RATE  ON   MANURE 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11404,  Swift  &  Co.  vs.  Director-General,  as 
agent,  opinion  No.  6852,  61  I.  C.  C.  567-8,  the  Commission  hold- 
ing unreasonable  a  rate  of  12.5  cents  on  stable  manure  from 
Camp  Sherman,  O.,  to  Parma,  O.,  via  an  interstate  route,  in  May 
and  June,  1918,  because  and  to  the  extent  it  exceeded  a  subse- 
quently established  rate  of  7.5  cents. 


MINOR  COMMISSION  ORDERS 

The  Commission  has  reopened  No.  11441,  Hobart  Mill  & 
Elevator  Co.  et  al.  vs.  Director-General  and  St.  L.  S.  F.  Ry., 
for  further  hearing  on  the  question  of  damages. 

The  Commission  has  reopened  for  further  hearing  Nos. 
9758,  South  St.  Joseph  Live  Stock  Exchange  vs.  C.  B.  &  Q.  and 
Director-General,  and  9928,  Kansas  City  Live  Stock  Exchange 
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vs.  Same,  and  has  made  the  U.  P.  R.  R.  and  the  C.  &  N.  W. 
additional  parties  defendant. 

Complainant,-  IM  uiion  for  rehearing  In  No.  10626.  Rockford 
Lumber  &  Fuel  Co.  et  al.  vs.  Director  General,  C.  &  N.  W.  et  al. 
has  been  denied. 

The  order  entered  January  24  In  No.  11011,  Live  Poultry 
&  Dairy  Shippers'  Traffic  Assn.  vs.  A.  T.  &  S.  P.  et  al.,  has  been 
further  modified  to  become  effective  June  25  Instead  of  May  26. 

The  Commission's  order  In  No.  8845,  Natchez  Chamber  of 
Commerce  vs.  Louisiana  &  Arkansas  Railway  et  al.,  and  affiliated 
cases,  which  was  to  continue  In  force  for  a  period  of  not  leas 
than  two  years  from  June  2,  1919,  has  been  modified  so  as  to 
continue  in  force  until  the  further  order  of  the  Commission. 

Tin-  California  Vegetable  Union,  Los  Angeles,  Cal.,  has 

1 n  permitted  to  Intervene  in  No.  12680,  American  Fruit  & 

Vegetable  Shippers'  Association  et  al.  vs.  American  Railway 
Kxpross  Co.  and  Erie  R.  R. 

Swift  &  Co.,  United  Dressed  Beef  Co.,  J.  J.  Harrington  & 
Co.,  Inc.,  the  Sperry  &  Barnes  Co.,  North  Packing  &  Provision 
Co.,  White  Pevey  &  Dexter  Co.  and  New  England  Dressed  Meat 
&  Wool  Co.  have  been  permitted  to  intervene  In  No.  12661,  the 
National  Live  Stock  Exchange  et  al.  vs.  Ann  Arbor  et  al. 

The  Board  of  Railroad  Commissioners  of  the  State  of  North 
Dakota,  the  Public  Utilities  Commission  for  the  State  of  Kan- 
sas and  the  American  Farm  Bureau  Federation  have  been  per- 
mitted to  Intervene  in  No.  12146,  the  National  Livestock  Ship- 
pers' League  et  al.  vs.  A.  T.  &  S.  F.  et  al. 


CEMENT  FROM  MASON  CITY 

The  Traffic  World   Washington  Bureau 

In  10422,  Lehigh  Portland  Cement  Co.  vs.  Midland  Conti- 
nental, et  al.,  the  Commission  condemned  the  rates  on  cement 
from  Mason  City,  la.,  to  destinations  In  North  Dakota  and  in 
northern  Minnesota  as  unreasonable  and  unduly  prejudicial  in 
comparison  with  rates  from  Duluth  to  the  same  points.  The 
carriers,  on  or  before  August  19,  are  to  put  Into  effect  In  ex- 
tended territories,  III  and  IV,  from  Mason  City,  scales  made 
for  those  extended  territories,  increased  in  accordance  with 
General  Order  28  and  Ex  Parte  74,  the  distance  to  be  computed 
in  accordance  with  rules  set  forth  in  Western  Cement  case. 


RATES  FROM  NEW  ENGLAND  TO  S.  E. 

The   Traffic  World   Washington  Bureau 

Attorney-Examiner  W.  A.  Disque,  in  a  report  to  the  Com- 
mission on  No.  9148,  Boston  Chamber  of  Commerce  et  al.  vs. 
Ocean  Steamship  Company  of  Savannah  et  al.,  has  recommended 
dismissal  on  a  holding  that  the  class  and  commodity  rates  from 
Boston  and  Providence,  via  ocean-and-rail,  and  from  interior  New 
England  via  rail-ocean-and-rail  to  destinations  in  the  Southeast, 
were  and  are  not  unreasonable,  or  unduly  prejudicial  in  com- 
parison with  the  rates  from  New  York  City. 

The  case  was  brought  in  the  fall  of  1916.  Hearing  was  had 
in  February,  1917.  The  record  in  City  of  Atlanta  et  al.  vs. 
Southern  et  al.  was  stipulated  into  the  record  in  this  case.  Later 
both  cases  were  consolidated  with  Southeastern  Rate  Adjust- 
ment, Docket  No.  9516.  The  Southeastern  Rate  Adjustment 
case  was  discontinued  and  there  has  never  been  a  decision  in 
the  City  of  Atlanta  case. 

For  prorating  purposes  the  distance  from  the  New  England 
ports  to  the  Southeast  is  considered  as  being  equal  to  300  rail 
miles  and  from  New  York  and  Philadelphia,  to  250  miles. 

For  nearly  50  years  prior  to  January  1,  1916,  Boston  and 
Providence  were  given  the  same  rates  as  New  York,  with  few 
exceptions,  and  given  the  same  rates  to  points  east  of  the  Bir- 
mingham-Chattanooga line.  But,  following  Fourth  Section  Vio- 
lations in  the  Southeast,  Boston  and  Providence  were  given 
arbitraries  over  New  York,  beginning  with  five  cents  first  class 
and  ending  with  two  cents  on  class  D.  Commodity  rates  were 
made  from  two  to  four  cents  over  New  York.  As  a  result  of 
rate  increases  since  that  time,  the  arbitraries  have  been  in- 
creased to  from  8.5  cents  first  class  to  3  cents  on  class  D.  All- 
rail  arbitraries  are  the  same  and  have  recently  been  approved 
in  Rates  to  and  from  Nashville,  61  I.  C.  C.  308.  Commodity 
rates  from  the  New  England  ports  are  from  3  to  6.5  cents  higher 
than  from  New  York. 

Disque  said  the  railroads  have  to  pay  the  steamship  lines 
larger  divisions  on  traffic  from  New  England  and  that  the  record 
disclosed  ample  justification  for  higher  rates  from  both  ports 
and  interior  New  England  to  the  Southeast. 


PENALTY  FOR  PRIVATE  CAR  DELAY 

The  Traffic   World  Washington  Bureau 

The  Supreme  Court  of  the  United  States  has  denied  a  writ 
of  cprtiorari  in  C.  A.  Gustafson  vs.  the  Michigan  Central,  in 
which  the  Supreme  Court  of  Illinois  held,  in  effect,  that  the 
question  as  to  what,  if  any,  damage  a  carrier  must  pay  for  fail- 
ure to  deliver  a  private  car  with  reasonable  dispatch  is  one 
arising,  not  under  the  interstate  commerce  law,  but  under  the 
common  or  statute  law,  the  latter  if  there  be  any  on  the  subject. 


lii in  .a i  01  t ho  writ  leaven  the  aniiwer  to  the  question  M  given 
liy  Hi"  Illinois  court  of  law  on  th«>  mil 

In  thin  cane  the  Michigan  Central  detained  one  of  the  com- 
plalnnnt'0  tank  earn  for  many  days  longer  than  needed  to  carry 
It  to  Cushlng.  Okla.,  where  the  complainant  had  lading  to  place 
In  the  car.  Gustafson  sued  In  the  municipal  court  In  Chicago 
and  won.  The  railroad  took  the  question  to  the  appellate  court, 
which  sustained  the  lower  court.  The  Siipn-m.  Court  of  the 
state  did  likewise,  thus  allowing  to  stand  the  judgment  of  the 
lower  courts,  which  gave  (iustafHon  judgment  for  what  he  proved 
would  be  a  reasonable  amount  for  the  days  during  which  the 
car  was  detained  by  the  Michigan  Central  beyond  a  reasonable 
time  for  delivery  of  the  car  at  Cushlng. 

The  Michigan  Central  tendered  to  the  complainant  the  mile- 
age allowance  provided  In  the  tariff,  which,  at  the  time  of  the 
detention  of  the  car,  was  %  cent  per  mile,  claiming  that  the 
mileage  allowance  was  all  that  It  could  lawfully  pay  the  owner 
of  the  detained  tank  car. 

The  important  point  in  the  case,  It  Is  believed.  Is  that  the 
allowance,  given  a  shipper  when  he  furnishes  a  car.  Is  not  com- 
pensation for  detention  by  the  railroad  company,  which  thereby 
deprives  the  owner  of  the  opportunity  to  use  the  car  for  bis 
own  business.  In  effect,  the  Illinois  courts  held  that  It  Is  not 
only  the  duty  of  the  carrier  to  carry  freight  safely  and  with 
reasonable  dispatch,  but  it  is  also  its  duty  to  use  the  same  care 
and  diligence  in  getting  the  car  of  the  shipper  to  and  frorrt 
the  point  to  which  he  has  ordered  it,  or  to  pay  a  penalty  In  addi- 
tion to  the  allowance  It  makes  for  his  providing  a  car  In  which 
to  carry  his  goods,  which  penalty  should  be  a  sum  representing 
the  value  of  the  use  of  the  car  to  the  shipper  during  the  period 
of  detention. 


TRANSPORTATION  OF  EXPLOSIVES 

The   Traffic   World   Washington  Bureau 

In  No.  3666,  in  the  matter  of  regulations  for  the  transpor- 
tation of  explosives,  inflammables  and  other  dangerous  articles 
by  freight  and  express,  the  Commission  has  issued  the  follow- 
ing order: 

"It  appearing  that  in  the  interest  of  clarity  and  by  reason 
of  new  information  and  altered  conditions  certain  changes  or 
modifications  in  the  regulations  for  the  transportation  of  ex- 
plosives, inflammables  and  other  dangerous  articles  by  freight 
and  express  are  desirable; 

"It  is  ordered,  that  the  above-entitled  proceeding  be  assigned 
for  hearing  on  June  22,  1921,  ten  o'clock  A.  M.,  at  the  Interstate 
Commerce  Commission  Building,  Washington,  D.  C.,  before  Ex- 
aminer F.  E.  Brown. 

"The  hearing  will  be  confined  to  consideration  of  the  sug- 
gested amendments  which  have  been  proposed  by  the  Bureau  of 
Explosives  after  conferences  with  shippers  and  carriers,  and 
attendance  upon  the  hearing  does  not  seem  important  except  for 
the  purpose  of  presenting  objections. 

"Under  the  provisions  of  the  act  of  March  4,  1921,  the  Com- 
mission is  authorized  to  avail  itself  of  the  services  of  the  Bureau 
of  Explosives.  In  the  interest  of  expediency  and  in  order  that 
the  time  of  the  Commission  may  be  reasonably  conserved,  the 
Bureau  of  Explosives  has  arranged  to  hold  conferences  with  In- 
terested shippers  and  others  on  the  two  days  preceding  the  hear- 
ing, Monday  and  Tuesday,  June  20  and  21,  1921  at  ten  o'clock 
A.  M.,  at  the  Interstate  Commerce  Commission  Building,  Wash- 
ington, D.  C.,  and  at  these  conferences  an  opportunity  will  be 
afforded  all  parties  interested  to  discuss,  and  if  possible  agree 
upon,  the  amendments  proposed. 

"A  copy  of  the  proof  showing  the  amendments  proposed  may 
be  secured  upon  application  to  the  Commission  or  to  the  Bureau 
of  Explosives,  30  Vesey  Street,  New  York,  N.  T." 


SMITH   ON  COAL  SITUATION 

George  Otis  Smith,  director  of  the  U.  S.  Geological  Survey, 
in  a  letter  to  Senator  Edge  of  New  Jersey,  relative  to  the  coal 
situation,  said  that  a  factor  undoubtedly  contributing  to  the 
reluctance  of  consumers  to  purchase  coal  was  the  expectation 
of  a  downward  revision  In  freight  rates. 

"Whatever  may  happen  to  freight  rates,"  said  he  "it  is  un- 
likely that  any  general  revision  of  them  can  be  made  quickly, 
and  what  may  be  gained  by  a  purchaser  in  the  shape  of  a 
prospective  cut  in  freight  is  likely  to  be  more  than  lost  in  a 
prospective  premium  price  for  coal." 


ST.   L.-S.   F.   BONDS 

The  Commission  has  authorized  the  St.  Louis-San  Francisco 
Railway  Company  to  sell  all  or  any  part  of  $4.232.000  of  prior 
lien  mortgage  bonds  now  held  In  the  company's  treasury  at  not 
less  than  90  per  cent  of  par,  or  to  pledge  and  repledge  all  or 
any  part  of  the  bonds  as  collateral  security  for  short-term  notes. 
The  bonds,  which  bear  Interest  at  the  rate  of  6  per  cent  were 
Issued  to  reimburse  the  company's  treasury  for  expenditures 
made  for  additions,  betterments  and  equipment,  as  well  as  for 
the  payment  of  equipment  notes.  The  Commission  said  no  ar- 
rangements had  been  made  for  the  sale  of  the  bonds  and  that, 
therefore,  the  alternative  authority  to  pledge  the  bonds  was 
desired. 
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MARCH  RAILWAY  REVENUE 


The  Traffic  World  Washington  Bureau 

In  a  summary  of  the  results  of  operation  of  class  I  roads 
in  March,  covering  the  reports  of  201  carriers,  including  15 
switching  and  terminal  companies,  having  a  mileage  of  235,581, 
issued  by  the  Commission,  the  operating  revenue  for  the  coun- 
try as  a  whole  showed  a  decline  from  $460,187,437  in  March, 
1920,  to  $459,262,510  in  March  this  year;  expenses  declined  from 
$420,450,441  In  March.  1920.  to  $400,429,308  in  March  this  year. 
The  net  railway  operating  income  rose  from  $14,772,906  in  March, 
1920,  to  $30,895,192  in  March  this  year  and  the  operating  ratio 
fell  from  91.37  to  87.19. 

In  the  Eastern  district  the  revenue  increased  from  $204,467,- 
267  to  $206,151,624;  expenses  declined  from  $198,013,210  to  $184,- 
061,197.  The  net  railway  operating  income  rose  from  a  deficit 
of  $2.785.767  to  $10,469.299  and  the  ratio  fell  from  96.84  to  89.28. 

In  the  Southern  district  the  revenue  declined  from  $61,425,- 
710  to  $60.503,629;  expenses  rose  from  $52,266,561  to  $53,281,323. 
The  net  railway  operating  income  fell  from  $6,844,068  to  $4,019,- 
196  and  the  ratio  increased  from  85.09  to  88.06. 

In  the  Pocahontas  region  the  revenue  declined  from  $15,679,- 
891  to  $14.683.712;  expenses  declined  from  $13,731,705  to  $12,- 
565,237.  The  net  railway  operating  income  fell  from  $1,682,378 
to  $1,249,249,  and  the  operating  ratio,  according  to  the  report, 
decreased  from  87.58  to  85.57. 

In  the  Western  district  the  revenue  fell  from  $178,614,569 
to  $177,923.545;  expenses  fell  from  $156,438,965  to  $150,521,551. 
The  net  railway  operating  income  rose  from  $9,032,227  to  $14,- 
957,448,  and  the  operating  ratio  fell  from  87.58  to  84.60. 

In  the  three  months  ended  with  March  the  revenue  for  the 
country  as  a  whole  fell  from  $1,385,617,967  in  that  period  of 
1920  to  $1,335,359,386  in  the  first  quarter  this  year;  expenses 
fell  from  $1,253,240,542  to  $1,228,271,797.  The  net  railway  operat- 
ing income  declined  from  $58,011,851  to  $23,472,275,  and  the 
operating  ratio  rose  from  90.45  to  91.98. 

In  the  Eastern  district  the  revenue  increased  from  $589,- 
828.730  to  $602,099,935;  expenses  fell  from  $585,277,314  to  $570,- 
516,133.  The  net  railway  operating  income  declined  from  a  de- 
ficit of  $24,745,994  to  a  deficit  of  $2,792,947,  and  the  operating 
ratio  declined  from  99.23  to  94.75. 

In  the  Southern  district  the  revenue  fell  from  $189,743,536 
to  $176,900,707;  expenses  increased  from  $159,079,363  to  f!61,- 
198,280.  The  net  railway  operating  income  declined  from  $22,- 
450.267  to  $6,141,387,  and  the  ratio  went  up  from  83.84  to  91.12. 

In  the  Pocahontas  region  the  revenue  fell  from  $45,651,661 
to  $44,712,583;  expenses  rose  from  $39,250,719  to  $39,660,591. 
The  net  railway  operating  income  fell  from  $5,509,387  to  $3,063,- 
321,  and  the  ratio  went  up  from  85.98  to  88.70. 

In  the  Western  district  the  revenue  fell  from  $560,394,040 
to  $511,646,161;  expenses  fell  from  $469,633,146  to  $456,896,793. 
The  net  railway  operating  income  fell  from  $54,798,191  to  $17,- 
060,514,  and  the  ratio  went  up  from  83.80  to  89.30. 

IRON  ORE  RATE  CONFERENCE 

The  Traffic  World   Washington  Bureau 

The  effort  of  the  carriers  and  shippers  concerned  in  the 
question  of  iron  ore  rates  from  the  older  ore  ranges  to  the  upper 
lake  ports,  made  in  a  conference  at  Cleveland  on  May  16,  accord- 
ing to  reports  brought  to  Washington,  has  come  to  naught.  The 
ore  people  said  the  offers  made  by  the  carriers  proposing  the 
ten  cent  per  ton  increase  were  not  such  as  the  mine  owners  felt 
they  could  afford  to  accept.  According  to  the  ore  people  the 
formal  complaints  on  the  subject  will  be  pushed  to  a  conclusion 
No  dates  are  now  set  for  hearings  thereon.  They  believe  the 
increase  in  rates,  which  the  Commission  allowed  to  become 
operative  notwithstanding  that  a  formal  complaint  had  been 
filed  against  the  lower  rates  by  the  Adriatic  and  other  mining 
companies  prior  to  the  proposal  to  increase  them  will  have  the 
:t  of  cutting  the  tonnage  of  the  roads  which  made  the  la- 
rase.  Their  idea  is  that  the  better  policy  of  the  Carriers  coS- 
ned  would  have  been  to  have  offered  a  reduction  so  that  the 
resulting  rates  would  have  been  a  little  less  than  the  rates  from 

,  "i?»W,eiT  ?re   range>   and    thereb>'   satisfied   the   parties   that 
brought  the  formal  cases.    The  carriers  involved,  however,  believe 

±LCna,VUStify  n«'Jt,OI1iy  the  old  rates  a^inst  which  the  formll 
.mplaints  were  filed,  but  also  the  higher  rates  made  operative 
soon  after  the  complaints  were  filed. 

ROAD  MATERIAL  RATE  CONFERENCE 

The  Traffic  World  Washington  Bureau 

A  conference  on  road-building  material  rates  will  be  held 
on  June  2,  probably  in  the  office  of  Lincoln  Green,  traffic  vice- 
president  of  the  Southern  Railway,  between  representatives  of 
he  traffic  executives  of  eastern  carriers  and  representatives  Cf 
the  sand    gravel,  crushed  stone  and  probably  road  brick  Indus 
uncertaint     a  is  due  to  the  fac    that 


If  held  as  planned,  the  conference  will  be  the  one  resulting 
from  the  efforts  begun  late  in  April,  and  which  it  was  once  an- 
nounced had  eventuated  in  a  conference  to  be  held  in  this 
city  on  May  13.  On  account  of  the  publicity  given  that  pro- 
spective conference  the  railroad  executives  were  flooded  with 
requests  from  hundreds  of  shippers  for  participation  in  that 
one,  or  in  similar  ones,  to  consider  rates  on  other  materials. 

Daniel  Willard,  with  whom  the  original  negotiations  were 
carried  on,  after  the  premature  publicity,  as  it  has  been  called, 
said  he  had  understood  that  the  conference  was  to  have  been  on 
road-building  materials  only,  and  not  on  building  materials  gen- 
erally. He  had  expressed  the  belief  that  it  would  be  possible 
to  arrange  a  conference  for  May  13,  but  when  public  announce- 
ment was  made  of  a  "general  drive"  for  reduction  in  rates  the 
eastern  executives  held  back,  and  there  was  no  conference  on 
May  13  on  any  kind  of  building  materials. 

The  objection  to  publicity  has  been  a  feeling  that  shippers 
were  making  impossible  demands  and  that,  if  a  general  con- 
ference were  held,  more  evil  than  good  would  result.  The  later 
negotiations,  for  the  meeting  on  June  2,  were  conducted  with 
the  understanding  that  they  should  be  confidential,  although 
they  were  being  undertaken  in  compliance  with  the  suggestions 
of  the  Commission  in  Ex  Parte  No.  74.  In  that  case  the  Com- 
mission advised  shippers  to  take  up  the  subject  of  broken  rela- 
tionships and  unusual  hardships  with  the  carriers,  with  a  view 
to  their  correction  without  further  reference  to  the  Commission. 


RATES  ON  RAW  SUGAR 

The   Traffic  World   Washington  Bureau 

The  Commission,  May  26,  voted  not  to  suspend  Pennsyl- 
vania and  Davis  tariffs  establishing  rate  of  38  cents  on  raw 
sugar  from  Atlantic  ports  to  Marine  City,  Mich.,  operative  May 
27.  That  rate  is  11  cents  under  the  rate  on  refined  sugar  and 
enables  the  beet  factory  at  that  point  to  compete  with  refiners 
at  seaboard.  The  Eastern  Trunk  Line  Committee  promised, 
when  it  ordered  the  establishment  of  the  rate  on  raw  sugar,  that 
if  the  Commission  did  not  suspend  the  rate  it  would  make 
similar  proportioned  rate  of  49  cents  to  Menomonie,  Wis.,  so  as 
to  enable  the  Wisconsin  Sugar  Co.  at  that  point  to  refine  raw 
cane  sugar.  Refusal  to  suspend  is  regarded  as  practically  re- 
quiring the  roads  hereafter  to  make  a  distinction  in  rates  be- 
tween raw  and  refined  cane  sugars. 


CAR  SURPLUS  AND  SHORTAGE 

The  Tragic   World   Washington  Bureau 

A  decrease  of  21,469  surplus  cars  was  reported  to  the  car 
service  division  of  the  American  Railway  Association  for  the 
period  May  8  to  May  15,  as  compared  with  the  preceding  week. 
The  average  daily  surplus  in  the  period  ending  May  15  was 
450,453,  as  compared  with  471,922  in  the  preceding  week. 

The  surplus  was  made  up  of  the  following  classes  of  equip- 
ment: Box,  170,595;  ventilated  box,  2,177;  auto  and  furniture, 
9,197;  flat,  16,458;  gondola,  143,286;  hopper,  59,062;  all  coal  (gon- 
dola and  hopper),  202,348;  coke,  10,434;  S.  D.  stock,  21,297; 
D.  D.  stock,  1,574;  refrigerator,  14,349;  tank,  790;  miscellaneous 
1,234. 

The  average  daily  shortage  was  289  cars,  made  up  of  the 
following  classes  of  equipment:  Box,  117;  auto  and  furniture, 
1;  flat,  17;  gondola,  30;  hopper,  45;  S.  D.  stock,  26;  D.  D  stock, 
25;  refrigerator,  28. 


OKLAHOMA  INTRASTATE  RATES 

The  Traffic   World   Washington  Bureau 

The  Commission  has  ordered  an  investigation  of  intrastate 
freight  rates  in  Oklahoma,  to  determine  whether  unjust  discrimi- 
nation against  interstate  commerce  is  resulting  from  an  order 
of  the  Corporation  Commission  of  Oklahoma  requiring  the  rail- 
roads in  that  state  to  establish  rates  which  are  less,  in  many 
instance,  than  those  permitted  to  be  established  by  the  Commis- 
sion for  interstate  traffic.  Interstate  freight  rates  in  this  ter- 
itory  were  increased  35  per  cent.  A  similar  increase  was  per- 
mitted for  intrastate  traffic  by  the  state  commission  with  pertain 
exceptions,  of  which  the  railroads  have  complained  to  the  In- 
terstate Commerce  Commission.  The  docket  number  of  the 
proceeding  is  No.  12753,  in  the  matter  of  intrastate  rates  and 
charges  in  the  state  of  Oklahoma. 


PETITIONS    FOR    REHEARING,    ETC. 

Complaint  in  No.  11446,  Northern  West  Virginia  Coal  Op- 
erators' Assn.  vs.  P.  R.  R.  et  al.,  has  asked  the  Commission  to 
make  certain  supplemental  and  modified  findings  in  that  case. 
iic0r'?gan  &  Co-  have  asked  the  Commission  to  reopen  No. 
1189*.  Indiana  rates,  fares  and  charges,  to  receive  certain  addi- 
tional evidence. 

Complainant  in  No.  11377,  U.  S.  Importing  &  Exporting  Co. 

StaKST?"  GTral'  C"  &  N'  W-  R^  et  al-  ha«  asked  the  Com- 
mission to  grant  a  rehearing. 
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Traffic  League  Meeting  at  Cleveland 

Unanimously  Opposes  General  Reduction  in  Freight  Rates— Declares  for  a  Flat  $3.00  Demur- 
rage Charge — Reports  of  Many  Committees  Considered 


(By  a  staff  correspondent  nt  Cleveland.) 

The  National  Industrial  Traffic  League  nt  the  opening  ses- 
sion of  its  spring-summer  meeting  at  Cleveland,  Ohio,  May  25, 
took  decisive  action  on  the  question  of  a  general  reduction  In 
freight  rates  by  adopting  a  resolution  deprecating  any  effort 
toward  such  an  end  at  this  time  and  urging  that  the  Commis- 
sion be  left  free  to  use  its  judgment  in  making  rate  readjust- 
ments. 

It  had  been  expected  that  such  a  resolution  might  be  adopted, 
but  it  was  expected  that  there  would  be  opposition,  since  some 
of  the  members  had  expressed  themselves  as  in  favor  of  a  gen- 
eral reduction  In  the  interest  of  revival  of  business.  But  there 
was  little  debate  on  the  resolution  when  it  was  offered,  and 
the  vote  by  which  it  was  adopted  was  unanimous  and  vociferous, 
though  it  is  probable  that  a  few  of  the  members  did  not  vote. 
There  were  probably  300  members  in  the  room  when  the  vote 
was  taken  and  the  meeting  was  one  of  the  largest  and  most 
representative  ever  held  by  the  League. 

There  were  only  two  attempts  at  amendment  of  the  resolu- 
tion before  it  was  put  on  its  passage  and  these  were  voted  down 
overwhelmingly.  One  proposed  to  strike  out  the  line  attribut- 
ing the  unusual  transportation  conditions  now  existing  to  the 
26  months  of  federal  operation,  and  the  other  proposed  to  strike 
out  the  paragraph  deprecating  any  effort  toward  a  general  down- 
ward revision  of  rates. 

The  resolution  was  drawn  by  a  special  committee  composed 
of  President  Chandler  and  Messrs.  Frank  Bentley  and  Ralph 
Field,  appointed  by  the  executive  committee  at  a  meeting  held 
the  previous  day  as  a  result  of  various  suggestions  made  and 
discussed  concerning  the  making  of  rates  by  congressional  ac- 
tion and  political  pressure  being  brought  to  bear  on  the  Commis- 
sion. The  resolution  was  presented  early  in  the  making  of  the 
report  of  the  executive  committee  at  the  May  25  session  of  the 
League,  distributed  among  the  members,  and  then  allowed  to 
go  over  until  the  entire  report  of  the  executive  committee  was 
finished,  so  that  members  might  familiarize  themselves  with  it. 
The  resolution,  as  adopted,  follows: 

Whereas,  the  most  unusual  conditions  now  exist  (as  a  result  of 
twenty-six  months  of  government  railroad  operation)  and  Congress, 
recognizing  these  extraordinary  conditions,  endeavored  to  remedy  the 
situation  by  the  enactment  of  the  Transportation  Act,  1920; 

And  Whereas,  Congress  has  designated  the  Interstate  Commerce 
Commission  as  the  agency  of  the  government  to  administer  the  Act 
to  regulate  commerce,  and  has  clothed  it  with  authority  to  carry  into 
effect  the  provisions  of  that  act; 

And  Whereas,  as  a  result  of  the  Commission's  efforts  to  carry 
out  the  mandate  of  Congress,  certain  rates  have  resulted  which 
Rive  rise  to  dissatisfaction  on  the  part  of  shippers  whose  industries 
are  claimed  to  be  affected  thereby; 

And  Whereas,  there  appears  to  exist  a  disposition  on  the  part  of 
some  shippers  and  some  organizations  to  bring  pressure  to  bear  upon 
the  Commission,  through  political  channels,  to  influence  its  actions 
v/ith  respect  to  certain  of  these  adjustments: 

And  Whereas,  the  country  is  passing  through  a  period  of  defla- 
tion from  the  high  levels  of  war  conditions,  which  has  caused  a  wide- 
spread business  depression,  and  in  which  depression  the  transporta- 
tion systems  of  the  country  are  sharing  equally  with  the  general 
public: 

And  Whereas,  the  reduction  in  prices  of  railroad  supplies  and 
wages  paid  by  common  carriers  are  still  In  the  formative  stage,  and 
the  carriers'  financial  situation  is  still  critical; 

And  Whereas,  it  is  believed  by  some  that  the  present  transporta- 
tion rates  are  the  cause  of  the  present  business  depression,  and  that 
there  is  soon  to  be  a  general  reduction  in  rates,  which  will  cure  the 
situation  and  bring  a  return  of  prosperity; 

And  Whereas,  it  is  obvious  that  no  general  reduction  in  rates  can 
be  effected  at  this  time  without  doing  serious  injury  to  the  carriers, 
which  would  promptly  be  reflected  in  service  and  upkeep: 

Therefore,  Be  it  Resolved,  That  the  National  Industrial  Traffic 
l.'.'igue,  in  convention  assembled,  respectfully  submits  to  its  member- 
ship and  to  the  shippers  of  the  country  generally,  the  wisdom  of 

•  edinp  in  all  of  these  matters  in  an  orderly  manner,  as  provided 
by  the  Act  to  regulate  commerce,  to  obtain  proper  redress  of  their 
individual  grievances:  and. 

Be  it  further  Resolved,  That  the  National  Industrial  Traffic 
League  deprecates  any  effort  toward  a  general  downward  revision  of 
rates  until  the  carriers  have  had  an  opportunity  to  adjust  their 
i  M»'nses  so  as  to  insure  proper  transportation  service  and  facilities 
and  a  reasonable  return  on  their  property,  under  economical  and 
efficient  management;  and. 

Be  it  further  Resolved,  That  we  urge  upon  the  traffic  executives 
of  the  carriers  and  upon  the  shippers,  through  their  respective  organ- 
isations, to  meet  In  conference,  and  endeavor  to  reach  agreements  on 
nil  questions  in  controversy,  thus  avoiding,  wherever  possible,  liti- 
gation before  the  Commission,  already  very  much  overworked;  and. 

Be  It  further  Resolved,  That  we  reaffirm  our  confidence  in  the 
Interstate  Commerce  Commission  to  act  in  this  grave  situation  for  the 
good  of  all  interests,  and  urge  that  the  Interstate  Commerce  Commis- 
sion be  left  free  to  exercise  its  judgment  in  making  such  readjust- 
ii.  :,ts  of  the  rate  structure  as  necessity  and  conditions  wnrrant. 

It  was  ordered  that  copies  be  sent  to  the  President  of  the 
United  States  and  the  chairman  of  the  Interstate  Commerce 
Commission. 

Co-operative  Committees 

The  report  of  the  executive  committee  was  the  first  thing 
on  the  docket.  It  offered  the  following  report,  which  it  had 


approved,  of  the  special  committee  to  co-operate  with  the  rail- 
road traffic  execuh 

"At  a  meeting  of  the  special  committee  of  the  I  .'ague  to  co- 
operate with  the  railroad  traffic  executives.  May  23,  at  Cleveland, 
the  following  members  of  said  committee  were  present: 

Official  Claimiflciitlon  Territory — W.  H.  Chnmll.  r.  'J-ruTnl  Ohnlr- 
IIIHII;  Cent-Re  A.  Hliilr,  rhlrngo;  N.  D.  Oinpln.  Syracuse,  N.  Y.:  Haul 
M  Uipli-y,  New  York,  N.  Y. 

Western  Territory — Harry  Dickinson,  Denver.  Colo.;  J.  P.  Hnyne*. 
Sioux  City.  In.:  H«TMMM  Min-ll-  i.  St.  1'iiul  Minn. 

South*  in  Territory — T.  A.  Henley,  Richmond,  Va. ;  Carl  Oles«ow, 
New  Orleans,  La. ; 

Also,  J.  H.  Beek,  Executive  secretary,  and  R.  L/.  French,  Bridge- 
port, Conn. 

"The  following  action  was  taken: 

"Demurrage  Charge — Circular  303,  issued  December  17, 
calls  attention  to  the  fact  that  arrangements  had  been  made  for 
discussion  of  the  demurrage  charges  between  a  sub-committee 
of  the  car  demurrage  committee  and  a  similar  committee  of 
the  American  Railway  Association.  These  committees  met  In 
New  York,  and  arrived  at  a  satisfactory  solution  of  the  demur- 
rage tariff,  which  was  then  under  suspension;  and  It  Is  not 
necessary  to  refer  that  matter  to  the  special  committee  ap- 
pointed to  confer  with  the  railroad  executives. 

"Reconsignment  Rules. — The  special  committee  appointed  to 
discuss  reconsignment  rules  with  the  railroad  executives  met 
and  arrived  at  a  satisfactory  agreement,  and  it  is  not  necessary 
for  your  special  committee  to  take  any  further  action  with 
respect  to  that  subject  .  ,  • 

"Penalty  Charges — In  conformity  with  the  understanding 
reached  at  the  New  York  conference,  the  penalty  charges  which 
were  then  published,  to  be  applied  in  addition  to  demurrage 
charges  on  certain  classes  of  equipment,  have  since  been  can- 
celed, except  on  lumber,  and  the  penalty  charge  on  lumber  is 
now  before  the  Commission  in  a  formal  complaint. 

"No  action  thereon  is  necessary  by  your  special  committee. 

"Classification  Matters — Satisfactory  progress  has  not  been 
made  in  our  negotiations  with  the  special  committee  represent- 
ing the  carriers,  respecting  publication  of  Consolidated  Classifi- 
cation No.  2.  It  was  distinctly  understood  that  no  changes 
would  be  made  in  the  publication  of  Consolidated  Classification 
No.  2,  for  the  sake  of  obtaining  uniformity  In  the  various  clas- 
sification territories. 

"Before  Consolidated  Classification  No.  2  was  distributed, 
the  League,  through  its  classification  committee,  made  a  check 
of  the  changes,  and  reported  to  this  committee  that  certain 
changes  had  been  made  which  were  not  in  conformity  with  the 
correspondence  passing  between  Secretary  McGinty  and  Mr. 
Powell,  representing  the  carriers. 

"An  effort  was  made  by  your  committee  to  have  the  agree- 
ment carried  out,  but  without  success.  In  this  respect  the  un- 
derstanding reached  with  the  railroad  executives  was  not  carried 
out  and  efforts  to  get  some  definite  expression  from  the  carriers 
with  respect  to  the  changes  which  were  improperly  included  In 
Consolidated  Classification  No.  2  have  been  unsuccessful. 

"Your  committee  desires  to  call  particular  attention  to  the 
progress  that  has  been  made  in  handling  matters  before  the 
Consolidated  Classification  Committee.  Your  committee  finds 
that  where  there  was  previously  cause  for  complaint  on  the 
part  of  shippers  with  respect  to  the  procedure  before  the  com- 
mittee, a  great  change  has  been  effected,  and  that  at  the  last 
hearing  matters  progressed  very  smoothly  and  with  entire  sat- 
isfaction to  those  appearing  before  the  committee. 

"Approval  of  Advances  by  the  Interstate  Commerce  Com- 
mission Before  Tariff  is  Published  (re-enactment  of  the  so-called 
'Smith  Amendment') — There  are  now  pending  in  Congress  bills 
which  would  re-enact  the  so-called  'Smith  amendment'  to  the 
act  to  regulate  commerce,  under  which  the  carriers  would  be 
compelled  to  obtain  permission  of  the  Commission  before  pub- 
lishing advanced  rates.  The  opinion  was  expressed  at  the  New 
York  conference,  December  14,  that,  in  view  of  the  co-operative 
measures  formulated  by  the  appointment  of  the  League  commit- 
tee and  the  committee  of  railroad  traffic  executives,  the  neces- 
sity for  this  amendment  would  no  longer  exist. 

"It  is  the  belief  of  your  committee  that  if  the  carriers  will 
make  certain  changes  In  the  method  of  handling  rate  changes 
by  their  rate  committees,  the  necessity  for  this  amendment  will 
disappear.  Your  committee  Is  now  in  conference  with  the  car- 
riers with  respect  to  procedure  before  such  rate  committees  and, 
pending  a  final  determination  of  the  procedure,  your  committee 
recommends  that  the  League  defer  action  on  the  so-called  'Smith 
amendment'  for  the  present. 

"Minimum  Charge  Between  Official  and  Southern  Classifica- 
tion Territory — The  southern  members  of  the  League  committee 
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requested  a  conference  with  the  Southern  traffic  executives  to 
consider  a  proposal  to  change  the  minimum  charge  classification 
rule  applying  between  Official  and  Southern  Classification  ter- 

t0r-Ttirough  some  misunderstanding,  or  otherwise,  the  rule 
was  published  before  the  southern  members  of  our  committee 
were  given  an  opportunity  to  discuss  this  question  with  the 
executives  and  it  was  necessary  to  apply  to  the  Commission 
for  a  suspension  of  the  tariffs.  This  suspension  was  granted 
and  at  the  hearing,  which  was  held  in  Washington,  May  9,  the 
only  carrier  offering  any  testimony  was  the  Clyde  Line  Your 
chairman  appeared  on  behalf  of  the  Boston  Chamber  of  Com- 
merce and  the  New  England  Traffic  League,  and  testified  against 
the  proposed  change,  on  the  ground  that,  for  years,  the  carriers 
have  been  endeavoring  to  get  uniform  rules  in  the  classification, 
and  that  as  soon  as  such  rules  had  been  obtained,  the  Southern 
and  Official  Classification  lines  have  joined  in  an  effort  to  set 
aside  a  rule  which  would  have  had  the  effect  of  materially 
increasing  the  minimum  charge  between  the  territories  referred 

"At  the  hearing,  it  Was  pointed  out  that  the  shippers  had 
requested  a  conference  with  the  executives,  but  had  been  un- 
able to  obtain  it,  and  the  Commission  was  asked  to  disapprove 
the  rule.  As  no  evidence  was  offered  in  support  of  the  change, 
it  is  confidently  believed  that  the  increase  will  be  condemned. 

"The  foregoing  are  the  principal  subjects  handled  by  your 
committee  with  the  railroad  executives.  This  committee  has 
been  in  existence  a  little  over  five  months,  and  it  is  of  the  opin- 
ion that  the  results  obtained  are  generally  satisfactory.  It  will 
be  remembered  that  this  committee  was  to  be  a  point  of  contact 
with  the  carriers  for  taking  up  matters  of  general  interest,  and, 
in  practically  everything  undertaken,  distinct  progress  has  been 
made. 

"Some  of  the  members  of  the  League  have  misunderstood 
the  functions  of  the  committee,  as  they  have  referred  to  it  sub- 
jects covering  individual  rate  adjustments,  which,  of  course,  the 
committee  cannot  undertake  to  handle. 

"It  is  believed  that  further  progress  will  be  made,  as  there 
seems  to  be  a  sincere  effort  on  the  part  of  traffic  officials  to 
carry  out  the  spirit  of  the  agreement  entered  into  at  the  New 
York  conference,  December  14. 

"League  members  should  take  up  with  the  chairmen  in  their 
respective  territories  any  matters  of  general  importance,  the 
solution  of  which  would  be  helpful  to  League  members  generally ; 
but  they  should  bear  in  mind  the  scope  of  the  committee's  activ- 
ity, and  not  endeavor  to  obtain  League  action  on  matters  that 
obviously  cannot  be  handled  by  the  League.  All  matters  re- 
ferred to  the  committee  should  involve  a  general  principle,  such 
as  methods  of  procedure  before  rate  committees,  changes  in 
classification  rules,  and  similar  matters." 

It  was  reported  that  the  executive  secretary  had  been  in 
attendance  at  the  hearings  on  the  railroad  situation  by  the  Sen- 
ate interstate  commerce  committee  and  that  a  special  committee, 
consisting  of  the  president,  the  executive  secretary,  and  the 
chairman  of  the  executive  committee  had  been  appointed  to 
keep  in  touch  with  the  situation  and,  in  case  of  an  emergency, 
to  decide  what  action  the  League  should  take. 

A  report  as  to  the  liability  clause  in  railroad  leases  and 
sidetrack  agreements  was  made,  telling  how  the  Commission 
had  dismissed  the  case  for  lack  of  jurisdiction,  but  that  the 
carriers  had  agreed  to  some  uniform  clauses  and  that  a  letter 
had  been  sent  by  Chairman  Cuyler,  of  the  Association  of  Rail- 
road Executives,  to  member  lines  of  the  A.  R.  A.  calling  atten- 
tion to  the  situation  and  suggesting  that  the  clauses  agreed  on 
be  used  in  making  contracts. 

Spotting   Charges 

The  following  report  of  the  special  committee  on  allowances 
to  industrial  roads  and  car  spotting  charges,  approved  by  the 
executive  committee,  was  submitted: 

"On  February  10,  1921,  your  committee  had  an  all-day  meet- 
ing at  Chicago  with  the  following  committee  representing  the 
carriers : 

J.  L.  Eysmans,  Traffic  Manager  (Eastern  Region),  Pennsylvania 
System,  Philadelphia.  Pa.,  Chairman. 

Win.  Hodgdon.  Traffic  Manager  (Northwestern  Region),  Penn- 
sylvania System,  Chicago.  Illinois. 

E.  T.  Campbell,  Freight  Traffic  Manager,  Erie  Railroad  Co.,  New 
York,  N.  Y. 

W.  A.  Terry.  Freight  Traffic  Manager.  New  York  Central  Rail- 
road Co.,  Chicago,  111.,  representing  Mr.  C.  J.  Brlster 

O.  A.  Constnns.  Freight  Traffic  Manager,  Baltimore  &  Ohio  R    R 
Chicago,    III.,    representing   Mr.    Archibald    Fries. 

R     'cie'veikndr'onSio  General   Frclg  ll  AB  nt'  Wheeling  and  Lake  Erie 
C.  A.  Blood,  Traffic  Manager,  Lehlgh  Valley  R.  R.,  New  York,  N.  Y. 

"After  considerable  discussion  of  the  history  of  the  matter 
since  the  joint  meeting  of  the  committees  representing  the 
League  and  the  carriers  in  Pittsburgh,  October  26,  1920,  the 
representatives  of  the  carriers  stated: 

That  the  carriers  hud  no  othrr  nl-in  to  propose  than  that  sng- 

I  tar   them   at   tho   Louisville   meeting   and   discussed   with    this 

*>  at  Pittsburgh,  and  In  reply  to  Inquiries  said  that  they  did 

suggest  any  modification  of  the  plan  previously  proposed  by  them 

rnat    they    had   come   to    the   meeting   expecting   the  'League 


representatives  to  suggest  a  plan  or  to  work  out  with  the  carriers 
committee  joint  recommendation  so  far  as  possible,  and  where  the 
two  interests  could  not  agree,  that  each  would  set  forth  the  points 

of  d:!lffeTehna<f'thev  understood  the  League  had  simply  rMected  tho  car- 
riers' proposal  kt  the  New  York  meeting,  without  fully  understand- 
ing that  proposal  and  without  suggesting  a  counter  plan. 

"In  order  to  avoid  misunderstanding  and  that  the  representa- 
lives  of  the  carriers  might  know  the  precise  position  of  the 
League  on  the  entire  question,  your  committee  handed  the  fol- 
lowing written  statement  to  the  carriers,  which  statement  was 
prepared  during  the  noon  recess  of  the  meeting: 

The  position  of  the  National  Industrial  Traffic  League  on  the 
car  spotting  question  is  stated  in  the  resolution  adopted  at  the  New 
York  meeting,  November  IS,  1920,  adopting  the  report  of  the  special 
committee  on  allowances  to  industrial  roads  and  charges  for  spotting. 

The  committee  interprets  the  position  and  plan  of  the  League  as 

Under  the  interstate  commerce  act  and  the  practice  of  the  car- 
riers the  rate  covers  the  entire  service  of  transportation  from  the 
point  where  the  freight  is  loaded  on  the  cars  at  origin  to  the  place 
where  the  freight  is  removed  from  tho  cara  at  destination.  No  charge 
may  properly  be  added  by  the  carrier  for  any  so-called  spotting  serv- 
ice, when  performed  by  the  carrier. 

Where  any  portion  of  the  spotting  service  is  performed  by  the 
shipper  or  receiver,  the  question  of  the  allowance  to  be  paid  by  the 
carrier  thereof,  and  the  amount  thereof,  is  to  be  determined  upon  the 
facts  of  the  particular  case,  by  mutual  agreement  or  by  reference 
to  the  Interstate  Commerce  Commission,  if  necessary,  having  in  view 
the  foregoing  definition  of  the  carrier's  abligation  and  the  provisions 
of  sections  1  and  15  of  the  act,  that  such  allowances  shall  be  just 
and  reasonable. 

Whether  the  shipper  or  receiver  may  insist,  without  the  consent 
of  the  carrier,  upon  performing  any  portion  of  the  spotting  service 
and  demand  from  the  carrier  an  allowance  therefor,  is  a  question 
upon  which  the  League  has  not  expressed  itself;  but  this  committee 
suggests  that  that  question  is  to  be  determined  as  one  of  law  and 
of  fact  in  the  particular  case. 

This  committee  is  instructed  to  oppose  by  every  means  at  its 
command,  any  plan  contemplating  a  restriction  on  the  carrier's  obli- 
gation as  above  defined. 

The  committee  repeats  the  request  made  by  the  executive  secre- 
tary of  the  League  for  a  statement  of  the  carriers'  future  program 
in  this  matter. 

"The  representatives  of  the  carriers  thereupon  definitely 
stated  that  they  could  not  accept  as  correct  the  League's  defi- 
nition of  the  extent  of  the  carrier's  obligation  and  that  they 
could  not  agree  with  the  League's  committee  upon  the  funda- 
mental principles  above  set  forth. 

"In  reply  to  direct  inquiries,  the  representatives  of  the  car- 
riers further  stated  that  the  answers  tentatively  given  by  them 
at  the  meeting  in  Pittsburgh  to  the  twenty-one  interrogatories 
which  the  League's  committee  had  there  propounded,  stand  as 
final  and  without  change. 

"Thereupon  the  carriers'  committee  suggested  that  the  two 
special  committees  recommend  to  their  respective  executive 
committees  that  representatives  of  the  carriers  and  of  the  League 
should  present  to  the  chairman  or  a  member  of  the  Interstate 
Commerce  Commisison,  the  respective  plans  and  positions  of  the 
carriers  and  of  the  League  and  submit  the  matter  to  decision 
by  the  Commission.  To  this  suggestion  the  League's  committee 
made  reply  in  a  written  memorandum.  This  memorandum  as 
then  drafted  has  been  verbally  revised  and  in  its  final  form 
reads  as  follows: 

This  committee  will  recommend  that  the  League  shall  not  join 
In  an  informal  presentation  of  the  question  to  a  member  of  the  Inter- 
state Commerce  Commission.  This  committee  will  suggest  to  the 
executive  committee  that  such  plan  would  seem  to  involve  laying 
on  the  Commission  the  burden  of  determining  a  question  which  the 
carriers  ought  to  determine  for  themselves. 

If  the  carriers  cannot  see  the  wisdom  of  continuing  their  present 
practice  of  including  the  entire  service  of  spotting,  as  above  defined 
by  the  League  committee,  under  the  transportation  rates,  and  de- 
cides to  take  lo  the  Commission  the  question  of  restricting  the  spot- 
ting service  included  under  the  rate,  it  should  be  presented  to  the 
Commission  for  decision  upon  a  formal  docket,  with  full  hearing,  as 
provided  by  law,  and  not  determined,  in  any  respect,  informally  by 
one  or  more  commissioners. 

"The  committees  agreed  that  they  would  exchange  copies 
of  their  reports  to  their  respective  executive  committees.  Pur- 
suant to  that  understanding,  a  copy  of  this  report  will  be  sent 
to  Chairman  J.  L.  Eysmans,  representing  the  carriers. 

"Your  committee  therefore  respectfully  reports  and  recom- 
mends as  follows: 

1.  That  the  carriers  have  stated  no  r.lan  different  in  any  partic- 
ular  from   that   proposed    at   the   Louisville    meeting    and    analyzed   in 
the  report  of  this  committee  adopted  and  approved  by  the  member- 
ship of  the  League  at   the  annual  meeting  in  New  York. 

2.  That   the   position    of    the    League   as   set    forth    in    resolutions 
adopted  at  the  New  York  meeting  is1  correct  and  should  be  adhered  to. 

3.  That  inasmuch  as  the  carriers  will  not  concur  in  the  League's 
view  of  the  fundamental  principles  involved,   the  League  should  de- 
cline to  Join  in  any  informal  subtil  ision  of  the  car  spotting  question 
to    any    member    of    the    Interstate    Commerce    Commission    for    de- 
termination. 

4.  That   if  the   carriers   sock    in   the   manner   provided    by   law    to 
amend    their    tariffs    and    restrint    their    obligation    with    respect    to 
terminal    services   on    carload   freight    from    and    to    private    industry 
tracks,  this  committee  under  W-  Instructions  at  the  New  York  meet- 
mi-  will  take  such  steps  as  may  he  necessary  to  defeat  such  plan." 

This  report  was  adopted  J>y  the  League. 

The  executive  committee,  continuing  its  report,  took  up  the 
League's  suit  in  the  U.  S.  District  Court  to  recover  reparation 
from  the  Railroad  Administration  awarded  by  the  Commission. 
A  letter  to  Mr.  Beek  from  Mr.  Pinnerty,  of  Director-General 
Davis's  office  was  read.  The  letter  was  written  pursuant  to  a 
conference  between  Mr.  Beek  and  Mr.  Davis.  It  said  that  out 
of  100  awards  by  the  Commission  92  had  been  satisfied  in  full 
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;IIH|   only   one   definite   conclusion   to  control    had    been    reached. 
II    expressed    a    r,.>iicral    disposition    to    comply    will,    Ciiinnii: 
awards,  and    pointed   out    thai    Hie    claims    reached    a    total    ni 
$.r>0,000,000.     The  feeling  on  the  part  of  the  executive  committee 
seemed  to  be  that  there  had  been  a  change  In  the  attitude  of 
the  Railroad  Administration  with  the  change  from   Iiin  etor  <;.  n 
ei-al  Payne  to  Director-General  Davis,  though  expressions  from 
the   floor  showed   (hat    there  was  still   a  desire  on   the  part  of 
some   of  the  members   to   "be   shown." 

The  committee  reported  Its  decision  to  ask  that  section  206 
he  amended  so  that  suits  may  be  filed  within  a  year  after  an 
order  Is  Issued  and  that  counsel  had  been  Instructed  to  prepare 
the  neeessary  amendment. 

The  committee  discussed  the  McCaull-Dlnsmore  decision,  ex- 
plaining that  it  meant  that  claimants  might  recover  their  full 
actual  loss  and  damage.  It  was  pointed  out  that  railroad  claim 
agents  differed  in  their  interpretation  of  the  decision,  but  that 
some  wrote  letters  to  claimants  making  assertions  as  to  its  effect 
which  they  would  not  stand  on  when  confronted  with  a  firm 
.statement  of  the  facts. 

It  was  stated  to  the  League  that  the  Southeastern  Express 
Company  had  consented  to  extend  from  four  to  six  months  the 
period  of  filing  claims,  but  that  the  American  Railway  Express 
Company  had  not  yet  done  so. 

The  matter  of  the  advisability  of  the  League  taking  part  in 
\aluation  proceedings  before  the  Commission  was  referred  to 
the  executive  secretary  for  investigation. 

The  executive  committee  voted  to  table  the  matter  of  sea- 
sonal coal  rates  and  discharge  its  special  committee  on  this 
subject.  The  League  ratified  this  action. 

With  respect  to  the  restoration  of  export  delivery  arrange- 
ments on  shipments  via  New  York,  the  executive  committee  re- 
ported that  there  should  be  no  further  postponement  and  the 
matter  was  referred 'to  the  committee  on  exports  and  imports 
with  instructions  to  report  at  the  next  meeting. 

The  committee  reported  its  failure  to  induce  the  U.  S.  Labor 
Board  to  permit  it  to  intervene  in  the  case  involving  the  national 
working  agreements,  but  said  the  decision  of  the  board  in  that 
case  met  the  views  of  the  League,  so  no  practical  harm  had  been 
done. 

The  committee's  report  to  the  effect  that  there  should  be 
no  standing  trade  committees  of  the  League  was  adopted. 

This  completed  the  report  of  the  executive  committee. 

Demurrage   Rate  of  $3.00 

There  was  considerable  discussion  of  a  report  by  the  com- 
mittee on  demurrage  and  storage  that  it  be  authorized  to  en- 
deavor to  obtain  an  agreement  with  the  carriers  on  a  flat  de- 
murrage rate  of  $3,  Chairman  W.  H.  Day  stating  that  it  was 
the  impression  obtained  by  his  committee  that  that  was  about 
what  the  members  wanted.  The  report  was  finally  adopted  by 
a  vote  of  145  to  90. 

The  rest  of  the  report  of  the  committee,  as  ratified  by  the 
executive  committee,  was  also  adopted,  as  follows: 

"Since  early  last  fall  the  League's  demurrage  committee  has 
been  endeavoring  to  obtain  such  modification  of  Rule  8,  Sec- 
tion B,  Paragraph  2,  commonly  known  as  the  bunching  rule,  as 
would  afford  the  sort  of  relief  to  shippers  working  under  the 
straight  plan  that  many  think  they  are  entitled  to.  While  the 
modification  of  the  rule  finally  agreed  upon  by  joint  demurrage 
committees  is  not  just  what  some  would  like,  yet  it  is  unques- 
tionably an  improvement  over  what  we  now  have,  and  in  the 
judgment  of  your  demurrage  committee,  is  about  as  broad  a 
rule  as  can  be  successfully  worked.  We  most  heartily  recom- 
mend its  approval  by  the  League." 

The  proposed  rule  follows: 

2.  Cars  for  unloading:  or  reconsigning. — When,  as  the  result  of 
the  act  or  neelect  of  any  carrier,  cars  originating  at  the  same  point, 
moving  via  the  samp  route  and  consigned  to  one  consignee,  at  one 
point,  are  hunched  or  when  cars  originating  at  different  points  and 
transported  via  the  same  route  from  an  intermediate  common  point 
to  destination  are  bunched  after  arriving  at  the  common  point  (In 
which  event  the  dates  of  arrival  of  the  cars  at  common  point  will 
unvcrn  in  determining  the  bunching,  instead  of  the  dates  of  ship- 
ment), and  are  tendered  for  delivery  by  this  railroad  in  accumulated 
number  in  excess  of  dally  shipments,  the  consignee  shall  be  allowed 
such  free  time  as  he  would  have  been  entitled  to  had  the  cars  not 
been  bunched,  but  when  any  car  Is  released  before  the  expiration 
of  such  free  time,  the  free  time  on  the  next  car  will  be  computed 
from  the  first  7:00  a.  m.  following  such  release:  provided,  however, 
no  allowance  will  be  made  unless  claim  is  presented  in  writing  to 
this  railroad's  agent  within  thirty  days  alter  the  date  on  which  bill 
for  demurrage  is  rendered,  supported  by  the  receipted  bill,  as 
evidence  of  payment  of  the  demurrage  as  originally  charged,  and  a 
statement  showing  date  and  point  of  shipment  of  each  car  involved 
in  the  bunching  claim. 

NOTE. — Under  this  rule,  cars  moving  from  different  points  and 
or  via  different  routes  to  destination  and  arriving  on  different  dates 
will  be  considered  bunched  if  tendered  for  delivery  on  one  day  and 
such  free  time  shall  be  allowed  as  the  consignees  would  have  been 
<  nUtled  to,  had  the  cars  been  placed  or  tendered  for  delivery  in 
the  order  of  their  arrival. 

"Proposed  Modification  of  Storage  Rate  in  Rule  5  of  Fair- 
banks Uniform  Storage  Tariff  No.  1-B. — At  the  spring  meeting  of 
the  League  held  in  St.  Louis  during  March,  1920,  the  member- 
ship endorsed  the  recommendations  of  its  committee  on  demur- 
rage and  storage  that  storage  rates  under  the  Uniform  Code  of 


Storage  HuleH  be  'For  the  first  fifteen  diiyit  Ic  |.er  IIHI  Ibs.  per 
day  and  thereafter  2e  per  Inn  HIM  per  day.  minimum  charge  Of 
any  nhlpment  2f>r.'  While  the  I.CIIKUC'S  <  onclunlonii  were  promptly 
liansiiiiiicd  to  the  AMICIH.HI  Hallway  Association,  your  demur- 
rage and  storage  commit  He  wan  unable  to  obtain  a  conference 
on  th's  subject  until  February  24,  1921,  due  tn  the  fact  that  the 
American  Kail  way  Association  demurrage  committee  could  not 
secure  the  authority  to  handle  the  question  account  of  traffic 
oilieialx  having  entire  charge  of  storage  In  Home  sections  of  the 
country  und  operating  ofllcialu  In  other  section*. 

"As  a  result  of  the  Chicago  meeting,  above  referred  to,  our 
committee  upon  r< quest  of  the  A.  H.  A.  agreed  to  submit  to  the 
i.i  ague's  executive  committee  without  endorsement  or  recom- 
in.iH.iMi.il  tin  H  lounter  proposal  which  Is  '2c  per  100  Ibs.  for 
eai  h  of  the  first  five  days  after  expiration  of  free  time  and  3c 
per  100  Ibs.  for  each  day  thereafter;  that  the  minimum  charge 
per  shipment  remain  the  same  as  at  present,  namely,  25c  for 
the  first  five  days  and  50c  thereafter;  that  If  these  charges  are 
approved,  the  rules  will  be  amended  to  exclude  Sundays  and 
holidays  in  computing  both  free  and  chargeable  time;  that  the 
committee  will  also  agree  with  the  League's  request  for  modifi- 
cation of  the  rules  to  provide  for  freight  not  subject  to  damage 
when  stored  along  railroad  right  of  way.' 

"Your  committee  is  of  the  opinion  that  the  A.  R  A.  traffic 
and  operating  officials,  who  jointly  met  with  us  to  discuss  stor- 
age rates  and  rules,  will  not  consider  a  lower  rate  at  this  time 
unless  ordered  to  do  so  by  the  Interstate  Commerce  Commission 
to  whom  they  feel  this  matter  should  be  referred  If  we  cannot 
agree  ourselves." 

The  executive  committee's  action  on  this  part  of  the  report 
was  that  it  be  referred  to  the  special  committee  to  deal  with  the 
traffic  executives  of  the  carriers  and  that  the  League  stand  fas 

"Rule    2,    Section    B,   Paragraph    1,    of   Storage    Code. 
League's  committee  on  demurrage  and  storage  suggests  that  fur- 
ther consideration  be  given  by  the  membership  at  its  next  meet- 
ing to  the  modification  of  Section  B-l  of  Rule  2,  Uniform  Code  of 
Storage  Rules,  as  proposed  by  the  League  at  its  Chicago  meetii 
in  November,  1919.     The  section  of  rules  questioned  as  recom- 
mended to  read  by  the  League  follows: 

Section  B.— 1.     In  the  event  of  non-delivery  of  an  U  C.  L.  ship- 
ment  caused    by   the   inability   of  the   agent   to  locate   the   const 
such  shipment  shall   be   treated   as   unclaimed  and   consignor 
as  herenfter  provided  after  fifteen  days  from  expiration  of 

In   the  event  of  non-delivery  of  an  U  C.  I*  shipment  caused  by 
consignee's   refusal   to   accept    It,   prompt   notice   shall   be    given 
signer  as  hereafter  provided. 

When  billing  shows  the  name  of  consignor  or  where  package 
marked  with  the  name  of  the  consignor  preceded  by  the  WOP 
notice  shall  be  sent  by  destination  agent  direct  to  con  si  pm 

When   the  packages  are  not   so  marked  and   the   billing  does 
show    the    name    of   the   consignor,    the    destination    agent    shall 
the  agent  at  point  of  -shipment,  who  in  turn  shall  notify  the  consig- 
nor  in   writing. 

"NOTE.— If  the  carrier  stores  goods  in  public  warehouses  •» 
the  period  of  fifteen  days  after  the  expiration  of  free  time,  and 
goods  are   not  delivered  at   the  expiration   of  the   flfteen-day   period, 
notice    of    non-delivery    shall    be    given    shipper    in    the    same    manner 
as  if  goods  had   remained   In   the  possession  of  the  carrier,   name  t 
the   warehouse   to   be   shown   on   notice." 

"The  demurrage  and  storage  committees  of  the  A.  R.  A.  and 
N.  I.  T.  L.  both  question  the  advisability  of  sending  telegrams 
to  consignors  or  agents  at  points  of  shipment  as  provided  for  i 
3rd  and  4th  paragraphs,  (the  League  took  care  of  this  objec 
by  substituting  'letter'  and  'write'  for  'wire'  as  is  shown  in  t 
rule  as  printed  above),  the  opposition  being  based  upon  the  ex- 
pense involved  in  the  undertaking,  carriers  contending  that 
there  would  be  hundreds  of  telegrams  daily  to  agents  at  points 
of  shipment  and  that  they  should  not  be  expected  to  assume  the 
telegraphic  expense.  On  the  other  hand,  many  League  members 
criticise  the  section  proposed  on  the  theory  that  low-grade 
merchandise  does  not  warrant  a  telegram,  written  notice  being 
sufficient.  Still  other  members  handling  merchandise  which 
runs  into  money  fast,  and  appreciating  the  difficulties  experi- 
enced with  mail,  strongly  favor  telegrams,  believing  it  the  only 
method  which  will  establish  beyond  question  of  doubt  that 
notices  have  promptly  and  properly  been  sent.  As  it  becomes 
necessary  to  bring  this  rule  before  the  League  in  connection 
with  other  contemplated  changes,  your  committee  asks  that  re- 
consideration be  given  former  recommendations. 

"The  note  following  Rule  2,  in  the  Judgment  of  the  A.  I 
demurrage  and  storage  committee  Is  not  workable  as  they  claim 
to  be  powerless  to  enforce  Its  provisions  through  public  ware- 
houses which  they  have  no  control  over  directly  or  Indirectly. 
It  is  acknowledged,  however,  that  large  quantities  of  L.  ( 
merchandise  finds  Its  way  into  public  storage  within  the  flfteen- 
day  period,  and  the  League's  committee  on  demurrage  and  stor- 
age suggests  consideration  by  the  League  of  the  following  note 
which  is  believed  to  be  workable  and  apparently  will  accom- 
plish what  we  are  after: 

NOTE.— If   the   carrier   stores    goods   In    public   warehouse   within 
the   period   of   fifteen   days   after   the    expiration   of   free   time,   notice 
shall  be  sent  shipper  at  time  goods  are  stored  In  the  manner  provided 
for  in  Section      B-l  of  Rule  2.  such  notice   to  show  name  and  loca- 
tion of  public  wan -hi.rwi  .•-.  .n  which  t.  mis  :  re  itO 
To  Propose   Legislation 
In  connection  with  the  report  of  Chairman  Pawkett,  of  the 
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legislative  committee,  a  plan  was  reported  by  the  executive  com- 
mittee by  which  a  special  committee  will  study  the  bills  now 
before  Congress  and  formulate  a  constructive  program  of  legis- 
lation The  League  ratified  the  plan  and  President  Chandler  ap- 
pointed a  committee  consisting  of  Messrs.  Bentley,  Field,  Muel- 
ler Rhodehouse.  and  Pawkett,  with  Chairman  Barlow,  of 
executive  committee,  an  ex  offlclo  member.  Counsel  for  the 
League  will  sit  with  the  committee  and  R.  C.  Fulbnght,  of 
Texas,  will  also  sit  with  it.  Some  parts  of  Mr.  Pawkett  s  report 
were  referred  to  this  new  committee.  The  rest  of  it,  which  was 
adopted  was  as  follows:  ,rrri  u  mr- 

"Partial  Payments  to  Carriers.— House  Bill  15551,  by  Mr. 
Winslow,  which  was  necessitated  by  ruling  of  the  courts  that 
under  the  transportation  act  the  government  could  not  mak< 
partial  payments  to  the  carriers  on  account  of  the  amount 
found  to  be  due  under  guarantee  of  standard  return,  was  ap- 
proved by  the  committee,  and  the  executive  committee  advised 
accordingly.  It  was  the  view  of  the  committee  that  unless  such 
partial  payments  could  be  made,  serious  consequences  would 
follow  for  the  carriers,  and  would  inevitably  react  upon  ship- 
pers through  inadequate  transportation  facilities  resulting  from 
inability  of  the  railroads  to  finance  their  maintenance  programs. 
The  bill  was  passed,  and,  approved  by  the  President,  became  a 
law  February  26,  1921. 

"Commercial  Bribery.— Senate  Bill  No.  1024,  and  other  bills 
of  similar  import,  considered  during  the  last  session  of  Con- 
gress, expired  with  that  Congress  March  4.  The  League  having 
endorsed  the  principles  of  these  bills,  the  committee  has  re- 
quested Senator  Cummins  to  re-introduce  his  bill  which  would 
prohibit  under  severe  penalties  all  forms  of  commercial  bribery. 
Suggestion  has  been  made  that  a  provision  be  added  which 
would  grant  exemption  to  the  first  participant  in  a  violation 
who  shall  give  evidence  that  will  secure  a  conviction,  believing 
some  such  amendment  Is  necessary  in  order  to  make  the  law 
effective.  Unless  otherwise  directed  the  Committee  will  direct 
its  efforts  toward  securing  enactment  at  this  session  of  a  bill 
along  the  lines  heretofore  approved,  including  the  amendment 
referred  to. 

"Interference  with  Commerce. — The  Poindexter  Bill,  S-4204, 
the  principles  of  which  have  been  endorsed  by  the  League,  was 
passed  by  the  Senate  at  the  last  session  but  failed  to  reach  the 
House,  and  therefore  died  on  the  calendar  March  4.  The  com- 
mittee has  made  request  of  Senator  Poindexter  that  he  reintro- 
duce  his  bill  or  one  having  similar  purposes  during  the  present 
session  and  endeavor  to  secure  its  enactment.  In  view  of  the 
statements  recently  attributed  to  a  well-known  leader  among 
the  railway  unions  that  abrogation  of  the  national  agreements 
effective  July  first  means  a  strike,  immediate  action  becomes 
important  and  the  committee  will  take  such  measures  as  pos- 
sible to  secure  necessary  enactment,  at  this  session,  of  a  law 
that  will  serve  to  protect  commerce  and  prevent  interference 
with  the  proper  functioning  of  the  carriers,  unless  otherwise 
directed  by  the  League. 

"Amendment  to  the  Fourth  Section  of  the  Interstate  Com- 
merce Act. — The  Pittman  bill,  otherwise  known  as  S-4524,  intro- 
duced December  7,  1920,  proposed  to  re-write  the  fourth  section 
of  the  interstate  commerce  act  and  make  it  in  effect  absolutely 
rigid,  the  only  exception  being  that  the  carriers  might  under  cer- 
tain conditions  obtain  some  relief  in  meeting  actual  water  com- 
petition. That  bill,  however,  failed  of  passage  and  therefore 
died  with  the  adjournment  of  Congress  on  March  4,  1921. 

"Two  bills  since  have  been  introduced  in  the  Sixty-seventh 
session  of  Congress  which  provides  substantially  for  a  rigid 
fourth  section,  1.  e.,  H.  R.  263  introduced  by  Congressman  Hay- 
den,  April  11,  1921,  and  S.  228  introduced  by  Senator  Pittman  on 
April  12,  1921. 

"Your  committee  is  of  the  view  that  the  enactment  of  such 
legislation  providing  for  a  rigid  fourth  section,  would  prove  dis- 
astrous both  to  the  carriers  and  the  shipping  public  at  large. 
Our  commercial  structure  has  largely  been  erected  on  basis  of 
the  conditions  that  are  now,  and  with  little  change  have  been, 
in  effect  for  many  years.  It  is  too  late  now  to  theorize  as  to 
whether  fourth  section  departures  are  justified  or  not — they 
have  been  legal  for  many  years  and  under  them  commercial 
lines  have  broadened.  Investments  been  made,  large  commercial 
and  manufacturing  institutions  located,  the  trend  of  commerce 
fixed,  and  to  at  this  time  enact  such  a  measure  as  proposed 
would  inflict  unjustifiable  violence  in  destroying  trade  and  prop- 
erty values. 

"Your  committee  recommends  that  these  or  any  similar  bills 
proposing  a  rigid  fourth  section  to  the  Interstate  Commerce  Act 
be  opposed  with  all  the  energy  that  can  be  brought  to  bear. 

"Standardization    of    Wages— Madden    Bill    H.    R.    15306.— 
Congressman  Madden  introduced  in  the  last  session  H.  B.  15306, 
which  bill   would  provide   for  the  standardization   of  wages  of 
railway  employes.     The   legislative  committee,  after  considera- 
tion of  the  bill,  recommends  that  it,  or  any  bill  covering  similar 
ground,  or  the  principles  embodied  therein,  be  opposed  by  the 
It  is  the  view  of  the  committee  that  living  and  other 
itions  vary  so  widely  in  various  sections  of  the  country  that 
ich  standardization  would,  to  be  fair  to  employes  in  one  section 


of  the  country    be  manifestly  unfair  to  those  in  another  where 
Hving  conditions  might  be  on  a  different  level.     On  the  other 
hand?  if  such  standardization  should  be  based  on  a  level  found 
to  be  just  for  the  section  where  the  cost  of  living  is  on  a  mini- 
mum basis,  it  would  be  unfair  to  the  employes  in  a  section  where 
living  expenses  are  higher.    This  committee  is  of  the  view  that 
standardization  of  wages  should  be  opposed,  and  that  wage  a 
justments  should  be  made  by  collective  bargaining  between  t. 
employer  and  employe,  without  outside  interference,  excepting 
that  in  case  of  failure  to  agree  either  party  would  have  the  righ 
of  appeal  to  the  Railway  Labor  Board,  which  board  should  be 
required   to   determine   the   question   at   issue   according  to   the 
conditions  found  to  exist  in  the  particular  section  from  whicl 
the  appeal  originated." 

Classification  Committee  Report 
The  report  of  the  classification  committee,  as  follows,  was 


Duto  questions  having  been  raised  with  regard  to  the  interpre- 
tation  of  Section   3   of  Rule   15   of   Consolidated   Classificatic 
which    read   as   follows:  -,   „„«!,   «Q1,  ia  nnt 

"When  freight  is  loaded  in  a  car  by  shipper  and  such  car  is  nol 
fully  loaded  but  is  tendered  as  a  carload  shipment,  and  the  car  -is 
warded  without  other  freight  therein,   the   shipment  will   be  c 
for  as  a  carload." 


Tne   tjnairman   01    me   league  a   *,««»»••*«»«•«.        *   L\: — T  „„,*,, ^'a   nnm 
Classification   Committee   asked   for  the   views   of   the   League  s   Com- 
mittee  with   respect   to  a  proposed   substitution   of   Section   3   I 
as  follows: 


load    shipment    mm    car    i»    iiwi.    J.WH.T     »w«.vi^u    »*..—    —  ,~~; 

other  freight  therein,  the  shipment  will  be  charged  for  as  a  carlo. 
If   shipper   neglects   to   designate   shipment   as   a   less   carload 
load    shipment   and    the    marking   and    packing   rules    BOvernimrleji 
carload   shipments   are  not  observed,   and   the   car  is  not  fully   loadec 
and  is  forwarded  without  other  freight  therein,  the  shipment  will 
charged   for  as  a  carload." 

This  subject  has  received  the  consideration  of  your  Classification 
Committee  and  there  follows  its  views  with  respect  to  this  propos 

The  Classification  Committee  has  kept  before  it  the   situation  of 
the    large    number    of    shippers    having   private    sidings    1 
not   equipped   with    the    necessary   tariffs    and   other   schedules  of  I 
carriers  to  enable  them  to  determine  the  most  advantageous  way  c 
forwarding  their  shipments. 

The  argument  may  be  advanced  that  "Ignorance  of  the  law  ex- 
cuses none."   but   the   facts  remain    that   it   is  not  practicable  for  al 
shippers  to  maintain  the  necessary   equipment  to   give  them   detaile 
knowledge  of  questions  of  this  character. 

One  of  the  fundamental  rules  underlying  the  transportation  busi- 
ness is  that  the  shipper  is  entitled  to  the  lowest  rate  and   it  i: 
uv   the   League's   Classification   Committee   that   a   revision   of   Section 
3"  of  Rule  15,  as  proposed,  will  place  the  burden  of  determining  t 
lowest    rate   or   charge   squarely    upon    the    shoulders   of   the    shippers 
and   will   absolutely    relieve   the   carriers   of   any    responsibility. 

It   is   felt,   that   if  a   shipper  desires  to  secure   carload  service   on 
L.   C.  L.  shipments  he  should  designate  the  shipments  to  be  handle 
as  a  carload,   but   if  this  designation  is  not  made  the  carrier  has  r 
alternative   but   to   handle   it   at   its   own    convenience,    so   that   i: 
shipment  is  properly  marked  in  accordance  with  the  rules  governing 
the  marking  of  L.    C.    L.   freight  and    the   bill   of   lading  agrees,    then 
it  is  positively  a  function  of  the  carrier  to  handle  the   shipment  at 
its   own    convenience,    either   to    forward    the    shipment   to   a    transfe 
point    in   order   to    load    other    freight    in    the    car   or   to    forward    the 
car  through  to  destination  at  L.  C.  L.  rates.     In  this  connection,  at- 
tention   is   directed    to   loading   instructions   of   the   operating   depart- 
ments   of    some    carriers,    which    permitted    cars    to    go    through    with 
weights    of   8,000   Ibs.    and    which    generally   have    been    advanced    to 
12,000    Ibs.,    while    certain    roads    have    been    known    to    advertise    and 
will    send    cars    through    for    10,000    Ibs.      It    would,    therefore,    appear 
that  in  view  of  the  rules  of  the  operating  departments,   the  Classifl 
cation  Committee  should  not  establish  rules  covering  the  acceptance 
of  L.  C.  L.  freight  that  will  conflict  and  make  void  the  loading  rules 
of  individual  companies. 

In  conclusion,  the  entire  question  may  be  summarized  by  stat- 
ing that  a  stringent  rule  such  as  is  proposed  will  place  burdensome 
obligations  on  the  shippers  which  will  be  inconvenient  and  expensiv 
and  will  delay  the  loading  and  movement  of  cars  and  interfere  with 
production  not  only  where  tariff  information  is  not  readily  available 
but  likewise  at  industries  where  tariff,  files  are  maintained  through 
necessity  for  very  ckise  examination  of  tariffs  and  classifications  prior 
to  the  loading  of  freight,  thus  retarding  car  movement  from  the  plant 
to  the  carrier  and  in  turn  results  in  delay  to  equipment;  logically 
this  will  likewise  result  in  slowing  up  production. 

It  is,  therefore,  felt  that  the  present  rules  should  be  retained 
without  question  and  that  in  the  event  a  shipper  desires  the  ex- 
clusive use  of  a  car  he  should  be  obligated  to  so  state  on  the  bill  of 
lading,  while  in  the  absence  of  such  a  request,  the  carrier  will  use 
its  discretion  as  to  the  loading  of  additional  freight,  and  in  such 
cases  the  shipment  will  be  given  benefit  of  the  lowest  basis. 

The  Classification  Committee  is  referring  this  question  to  the 
membership  for  its  consideration  and  instructions  as  to  the  action 
that  shall  be  taken,  in  connection  therewith,  especially  as  the  Chair- 
man has  been  informed  that  this  subject  will  be  placed  on  the  docket 
of  the  Consolidated  Classification  Committee  in  the  near  future. 

Rate   Construction   and   Tariffs 

The  report  of  the  committee  on  rate  construction  and  tariffs 
follows: 

"Store-Door  Deliveries  of  Less-Than-Carload  Freight.— For 
a  long  time  there  has  been  agitation  here  and  there  for  a  store- 
door  delivery  service  by  the  carriers.  Some  proponents  of  the 
idea  have  maintained  that  store-door  deliveries  should  be  pro- 
vided in  the  through  rate  and  made  uniform  at  all  points;  others 
feel  that  an  operating  company  or  companies  should  handle  it 
for  the  carriers  and  the  charges  published  in  a  separate  tariff. 

"While  the  matter  has  not  as  yet  been  put  before  the  League 
for  action,  the  Committee  on  Rate  Construction  and  Tariffs  has 
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a  consiii. Tiii  ion  to  It.  It  Is  the  ronsenaiiH  of  opinion  among 
our  members  that  the  charge  for  making  morn-door  deliveries 
should  not  be  Included  in  the  through  rate  but  should  be  shown 
separately,  for  the  reason  that  local  terminal  conditions  would 
make  the  cost  vary  considerably  In  different  cities.  To  make 
the  dun-Re  a  part  of  the  line-haul  rate  presupposes,  of  course, 
that  the  plan,  it'  put  into  operation,  would  necessarily  have  to 
apply  at  all  points. 

"While  the  Committee  believes  that  it  would  be  desirable 
for  one  organization  to  handle  the  service  at  all  points,  it  Is  of 
the  opinion  that  this  could  be  accomplished  at  the  outset  because 
experiments  doubtless  would  be  tried  at  certain  points  before 
going  farther  with  the  idea.  In  lieu  of  this  arrangement,  there- 
fore, the  Committee  considers  it  would  be  desirable  for  each  line 
to  make  the  best  possible  arrangements  with  local  concerns 
wherever  the  store-door  delivery  plan  might  be  instituted. 

"These  views  of  the  committee  are  simply  submitted  for 
the  information  of  the  League  and  not  with  the  idea  that  any 
action  is  required  at  this  time. 

"We  understand  that  the  Transportation  Committee  of  the 
Federal  Highway  Council,  of  which  Mr.  A.  E.  Beck,  General 
Traffic  Manager,  Merchants  and  Manufacturers'  Association  of 
Maliimore,  is  chairman,  has  presented  a  store-door  delivery  plan 
to  the  railway  traffic  executives  in  Eastern  Territory,  and  it  is 
snusested  that  members  Interested  communicate  with  Mr.  Beck 
for  further  information.  (No  action  was  necessary  on  this  part 
of  the  report). 

"Elimination  of  Fractions  from  Freight  Rates. — Based  upon 
understanding  that  the  Association  of  Railway  Accounting  offi- 
cers is  now  agitating  among  its  members  their  advocacy  of  a 
plan  under  which  all  rates  shall  be  constructed  by  dropping 
the  fractions,  the  rate  construction  and  tariffs  committee  has 
given  careful  consideration  to  the  probable  effect  of  such  a  radi- 
cal departure  from  long  established  practices  and  has  received 
the  views  of  a  great  many  shippers  in  widely  differing  lines  of 
business  upon  the  wisdom  of  favoring  the  plan. 

"While  no  details  have  been  given  as  to  how  the  new 
method  of  making  rates,  if  adopted,  would  be  put  into  effect, 
it  is  assumed  that  the  only  way  it  could  come  about  would  be 
to  drop  fractions  from  .01  to  .049  and  to  add  to  the  next  even 
cent  fractions  from  .050  to  .099.  This  would  be  admirable  from 
the  viewpoint  of  simplicity  in  making  and  expressing  rates,  but 
like  many  other  theories,  in  actual  practice  we  find  it  does  not 
seem  to  be  feasible  nor  practicable. 

"While  dropping  the  fractions  in  rates  where  the  spread 
between  the  classes  is  great  might  cause  little  or  no  disturbance, 
eliminating  the  fractions  where  the  spread  is  small — perhaps  a 
cent  or  two  cents — doubtless  would  meet  with  serious  objec- 
tions. The  shippers  of  grain  and  grain  products,  or  of  coarse 
commodities,  such  as  sand,  brick,  cement,  stone,  etc.,  undoubt- 
edly would  advance  the  most  vigorous  protests  against  a  plan 
of  this  nature  for  the  reason  that  %-cent  per  hundred  pounds  is 
often  the  determining  factor  in  the  sale  of  the  commodity  or  its 
movement  between  points  or  through  different  gateways. 

"Aside  from  the  practical  difficulties  which  would  be  en- 
countered, so  many  rate  relationships  have  been  disrupted  by 
reason  of  the  freight  rate  advances  which  have  gone  into  effect 
within  the  past  few  years,  and  business  conditions  generally 
are  so  unsettled,  that  your  committee  feels  no  encouragement 
should  be  given  to  the  elimination  of  fractions  from  rates,  and 
so  recommends  to  the  League.  (This  part  of  the  report  was 
adopted). 

"Increase  Applied  to  the  Minimum  Class  Scale  of  Rates  Un- 
der Ex  Parte  74. — Upon  November  17,  1920,  the  day  before  the 
last  annual  meeting  of  the  League,  the  committee  on  rate  con- 
struction and  tariffs  met  with  Chairman  Collyer  of  the  Trunk 
Line  Association  and  explained  to  him  fully  the  situation  pre- 
vailing by  reason  of  the  manner  in  which  the  minimum  class 
scale  of  rates  was  increased  under  Ex  Parte  74.  We  were  prom- 
ised an  early  reply  from  the  carriers  and  a  favorable  adjust- 
ment was  looked  for.  However,  it  was  only  on  February  2  of 
this  year,  after  the  most  vigorous  protests,  both  from  this  Com- 
mittee and  from  individual  firms,  that  a  reply  was  received  from 
Chairman  Collyer. 

"In  a  long  letter  in  which  the  matter  is  gone  into  In  detail, 
our  request  for  reduction  in  these  rates  is  refused.  In  effect  we 
are  told  by  Mr.  Collyer  that  the  carriers  feel  in  view  of  the 
rate  and  revenue  conditions  under  which  the  railroads 
in  Trunk  Line  territory  are  confronted,  that  the  reduc- 
tions asked  for  should  not  be  made.  It  is  stated  that  the  appli- 
cation of  the  40  per  cent  increase  has  been  disappointing  in  the 
revenue  result  for  various  reasons  and  the  need  of  stringent 
conservation  is  reflected  in  the  reduction  of  expenses  by  hori- 
zontal discharges  in  all  departments  and  other  drastic  econo- 
mies. Contention  is  made,  however,  that  the  carriers  in  advanc- 
ing these  rates,  have  observed  the  requirements  of  Ex  Parte  74. 

"The  only  concession  thus  far  secured  is  the  carriers'  offer 
to  consider  specific  complaints  where  the  rates  are  working  an 
injury  and  are  burdensome  to  the  shipper.  Adjustments  of  this 
nature  the  committee  feels  would  be  unsatisfactory. 

"That  there  is  widespread   interest  in  these  rates  is  indi- 


cated by  the  number  of  complaint*  received  by  the  Committee 
from  snipers  adversely  affected  by  the  Increase*.  The  matter 
Is  Important,  Involving  as  It  doe*  a  principle  <>r  rate  making, 
and  we  believe  should  be  adjusted  cither  through  action  by  • 
l.eiigu<<  or  by  the  individual  firms  affected.  We,  however,  sub- 
mit the  matter  to  the  League  for  whatever  action  It  may  deem 
It  advisable  to  take."  Thin  part  of  the  report  had  been  referred 
by  the  executive  committee  to  the  executive  secretary  for  fur- 
ther handling  with  Director  Hardle. 

Chairman  Williamson,  of  the  same  committee,  also  reported 
as  to  delay  experienced  by  shippers  in  obtaining  copies  of  tariffs 
from  the  carriers.  Often  they  were  received,  he  said,  too  late 
to  comply  with  the  suspension  rules  of  the  Commission  and 
often  after  the  tariffs  were  effective.  This  situation,  he  said,  had 
given  rise  to  a  demand  for  reenacttnent  of  the  so-called  Smith 
amendment,  provided  for  now  In  the  Robinson  bill.  The  exec- 
utive committee  had  voted  to  refer  this  matter  to  Mr.  Beek  to 
take  up  with  Director  Hardle.  The  League  voted  to  defer  action 
pending  a  report  of  the  special  committee  to  confer  with  the 
railroad  traffic  executives. 

The  Inland  waterways  committee  asked  to  be  authorized  to 
support  the  Scott  bill  in  Congress  amending  the  Lafollette  sea- 
men's act  so  that  some  of  the  restrictions  meant  for  ocean 
carriers  would  be  removed  from  the  lake  carriers,  on  which  they 
had  proved  burdensome.  The  League  gave  the  authority  asked. 

Freight  Claims  Committee 

The  report  of  the  freight  claims  committee,  O.  A.  Blair, 
chairman,  was  adopted,  as  follows: 

"Since  the  meeting  of  the  League  in  New  York  In  Novem- 
ber, 1920,  the  freight  claims  committee  of  the  League  has  had 
two  conferences  with  the  freight  claims  division  of  the  American 
Railway  Association  in  Chicago,  one  on  December  7,  1920,  and 
the  other  on  April  4,  1921.  At  both  of  these  conferences,  various 
matters  were  formally  and  informally  discussed,  and  while  defi- 
nite conclusions  were  not  reached  on  many  of  them,  the  confer- 
ences in  question  were  productive  of  good  results,  and  will  lead 
to  a  much  better  understanding  between  the  shippers  and  car- 
riers in  regard  to  claim  matters,  than  has  heretofore  existed. 

"Interest  on  Loss  and  Damage  Claims. — At  our  first  con- 
ference several  matters  which  had  been  passed  upon  and  ap- 
proved by  the  League  at  the  New  York  meeting  were  presented 
for  consideration. 

•  "The  most  important  was  that  covering  interest  on  loss  and 
damage  claims,  the  League  having  taken  the  position  that  on 
all  loss  and  damage  claims  properly  supported,  unpaid  at  the 
expiration  of  60  days,  interest  would  date  from  the  time  of  filing 
of  the  claim.  (See  page  39  of  the  printed  proceedings  of  Cir- 
cular 305.)  This  was  taken  under  consideration  by  the  Freight 
Claims  Division  of  the  American  Railway  Association,  and 
under  date  of  March  4  our  committee  was  advised  by  their 
secretary  that  their  general  committee  after  further  considera- 
tion had  arrived  at  the  following  conclusion: 

That,  should  a  carrier  withhold  money  determined  as  lawfully 
due  for  loss  and  damage,  such  carrier  should  be  compelled  to  pay 
interest;  that  any  amount  which  a  carrier  may  be  found  to  owe 
for  loss  and  damage  does  not  become  a  debt  until  the  carrier  has 
had  an  opportunity  to  investigate  and  has  established  the  fact  that 
a  debt  really  exists,  after  which  it  is  assumed  that  claim  will  be  paid 
promptly:  that  considerable  expense  is  Incurred  by  carriers  In  the 
investigation  of  claims  in  connection  with  which  no  liability  is  found 
and  no  payment  made;  that  a  large  percentage  of  claims  presented  are 
in  improper  shape,  resulting  in  labor  and  expense  to  the  carriers  (as 
well  as  delay  in  settlement),  which  would  not  be  necessary  were 
they  properly  presented  in  the  flrst  place;  that  these  improper  burdens 
on  the  carriers  should  be  considered  as  an  offset  to  the  allowance 
of  interest  on  claims  paid  for  loss  and  damage. 

"This,  of  course,  was  not  satisfactory  to  our  committee  and 
the  matter  was  further  discussed  with  the  Freight  Claims  Divi- 
sion at  a  conference  at  Chicago  on  April  4  where  they  reiterated 
their  position. 

"The  subject  was  continued  on  the  docket  for  further  con- 
ference, particularly  for  the  reason  that  the  Freight  Claims 
Division  advised  there  would  probably  be  a  Committee  of  Coun- 
sel appointed  which  would  attend  future  conferences  and  pass 
on  all  matters  involving  legal  questions.  It  is  the  opinion  of 
your  committee  that  the  League  also  should  be  represented  by 
its  Counsel  at  these  conferences. 

"Allowance  of  Trade  and  Cash  Discounts  to  Railroad  Com- 
panies in  Settlement  of  Loss  and  Damage  Claims. — Your  com- 
mittee and  the  freight  claims  division  of  the  American  Railway 
Association  reached  the  following  agreement  in  respect  to  the 
above  mentioned  subject: 

That  discount  known  as  a  trade  discount  which  l»  a  general  dis- 
count made  to  the  trade,  and  which  really  means  the  Invoice  les» 
that  amount,  under  any  conditions  Is  one  to  which  the  carrier  Is 
entitled:  that  cash  discount  which  Is  the  invoice  less  the  percentage 
of  discount  providing  payment  of  a  bill  is  made  within  a  certain 
ifled  time  as  shown  on  the  invoice,  or  In  accordance  with  the 
terms  of  sale.  Is  one  to  which  the  carrier  Is  entitled.  If  It  pays  the 
claim  within  the  time  limit. 

"This  is  in  accordance  with  the  position  taken  by  the  League 
at  the  last  annual  meeting  at  New  York.  (See  pages  36  and  37 
of  the  printed  proceedings.  Circular  305.) 

"McCaull-Dlnsmore  Decision  of  the  U.  S.  Supreme  Court.— 
The  McCaull-Dinsmore  Decision  has  been  discussed  at  both  joint 
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conferences  but  in  view  of  the  variance  of  opinion  among  the 
carriers  and  even  among  the  shippers,  this  matter  has  been  con- 
tinued on  the  docket.  The  various  legal  interpretations  placed 
upon  this  decisicn  by  Counsel,  and  the  difference  of  opinion 
which  seems  to  exist  as  to  its  application  to  the  method  of  sales 
of  different  commodities  will,  undoubtedly,  require  further  legal 
action. 

"Reporting  of  Refused  and  Unclaimed  Freight.— The  Freight 
Claims  Division  of  the  American  Railway  Association  agreed  to 
direct  attention  of  their  members  to  the  freight  claim  rules  cov- 
ering reporting  of  refused  and  unclaimed  freight  where  both  the 
consignor  and  consignee  should  be  advised.  The  Freight  Claims 
Division  also  agreed  to  recommend  to  their  membership  that 
consignors  and  consignees  be  notified  in  all  instances  where 
unclaimed  freight  is  sent  to  storage  warehouse. 

"Seal  Records. — It  was  the  opinion  of  your  committee  and  the 
Freight  Claims  Committee  of  the  American  Railway  Association 
that  the  proper  party  to  furnish  destination  seal  records  is  the 
freight  claim  agent  and  that  this  information  should  be  given 
Interested  parties  where  there  is  a  shortage  or  where  claimant 
Is  entitled  to  this  information. 

"Prompt  Handling  of  Loss  and  Damage  Claims.— In  connec- 
tion with  the  above  subject  the  Freight  Claims  Division  of  the 
American  Railway  Association  reported  that  all  freight  claim 
agents  are  endeavoring  to  expedite  the  handling  of  loss  ana 
damage  claims,  furthermore,  to  give  claimants  prompt  informa- 
tion regarding  the  status  of  their  claims.  The  records  indicate 
the  situation  is  gradually  being  improved. 

"Presentation  of  Loss  and  Damage  Claims  Within  the  Six- 
Month  Period  Provided  in  Bill  of  Lading. — Your  committee 
agreed  to  urge  all  the  members  of  the  League  to  present  claims 
for  loss  and  damage,  properly  supported  with  the  necessary 
documents,  as  promptly  as  possible,  and  in  every  instance,  to 
comply  with  the  six-month  period  provided  in  the  bill  of  lading. 

"Claims  Prevention  Committee  of  the  American  Railway 
Association. — Your  Committee  has  •  been  urged  to  co-operate  in 
every  way  possible  with  the  Claims  Prevention  Committee  of  the 
American  Railway  Association,  and  this  same  co-operation  is 
urged  on  the  part  of  all  of  our  members. 

"Co-operation  between  the  American  Railway  Association 
and  The  National  Industrial  Traffic  League. — It  has  been  cus- 
tomary at  the  various  joint  conferences  in  the  past  for  the 
League's  Committee  to  docket  all  matters  brought  up  for  con- 
sideration. In  the  Interest  of  co-operation  and  closer  workfng 
arrangements  your  committee  has  suggested  to  the  Freight 
Claims  Division  of  the  American  Railway  Association  that  it 
submit  any  matter  which  it  may  desire  discussed,  or  where  ac- 
tion on  the  part  of  the  shippers  and  carriers  is  necessary. 

"General. — In  conclusion,  your  committee  suggests  that  the 
members  of  the  league,  so  far  as  possible,  handle  all  specific 
claim  matters  direct  with  the  freight  claim  agent  of  the  rail- 
road directly  interested.  Your  chairman  is  receiving  a  great 
many  communications  having  a  strictly  local  bearing  and  of  no 
general  interest  to  the  membership.  Consequently,  no  purpose 
would  be  served  by  your  committee  handling  such  matters.  How- 
ever, where  a  question  of  policy  is  involved,  or  where  the  rail- 
road fails  to  comply  with  the  provisions  of  the  bill  of  lading  or 
with  some  general  understanding  which  previously  has  been 
reached,  it  should  be  reported  direct  to  your  Chairman  in  the 
event  that  members  are  unable  to  secure  satisfactory  results 
from  the  railroad  involved." 

Diversion  and  Reconsignment 

The  report  of  the  committee  on  diversion  and  reconsign- 
ment  was  approved,  as  follows: 

"Changes  in  Diversion  and  Reconsignment  Rules.— Several 
important  changes  In  the  diversion  and  reconsignment  rules 
have  been  approved  by  the  Interstate  Commerce  Commission 
since  our  last  meeting. 

"The  tariffs  filed  by  carriers  following  the  Commission's  de- 
cision in  Docket  No.  10173,  58  I.  C.  C.  568-589  were  suspended 
and  hearings  held  under  I  &  S  Dockets  1250  and  1276 

"In  its  decision  of  April  18,  1921,  I.  &  S  1250  and  127fi  fii 
I.  C  C.  385-393.  the  Commission  found  that  the  rules  under  sus 
>enslon  governing  reconsignment  of  fruits  and  vegetables  were 
nadvlsable  for  application  under  present  conditions  and  ordered 
their  cancellation  on  or  before  May  22,  1921  The  Con 
found  justified  the  rules  governing  the  reconsignment  ?f  less 
han-carload  shipments  and  "Order  notify'  shipments  It  found 
the  embargo  rules  not  Justified.  A  majority  of  the  suspended 
schedules  contained  a  back-haul  rule  which  con  ormed  wFth  the 
Commission's  findings  in  Docket  No.  10173,  58  I  C  C  568  580 
and  read  as  follows  *  •  * 

"The  Commission  found  the  above  rule  had  not  been 
fled  insofar  as  it  failed  to  provide  an  exception  covering  r 
signments  after  placement  on  public  delivery  tracks  of  hi 
ments  which  had  not  been  accepted  or  unloaded  by  consimee 
r  owner.  The  suspended  tariffs  containing  these  rules  were 
ordered  cancelled  on  or  before  May  22,  1921 

'However,  carriers  were  authorized   to   publish  not  earlier 

than  April  1,  1922.  the  less-than-carload  rule    the  'Order  not  fy' 

'  and   the  amended   back-haul   rule.     A  reasonable  embargo 


rule  is  covered  by  carriers'  tariffs  to  become  effective  June  1, 
1921. 

"Decision  in  Docket  10457,  59  I.  C.  C.  73.— The  result  of  your 
Committee's  recommendation  at  the  New  York  meeting  (pages 
16  and  17,  League  Circular  No.  305)  is  covered  by  Interstate 
Commerce  Commission's  Special  Permission  52373  of  March 
28,  1921. 

"Reconsignment  of  Coal  and  Coke. — Several  League  mem- 
bers and  others  interested  in  the  reconsignment  of  coal  and 
coke  met  with  Carriers  Coal  and  Coke  Committees  representing 
Central  Freight  Association  and  Trunk  Line  Territories  and  sug- 
gested modification  of  the  present  reconsigning  rules. 

"We  understand  carriers'  representatives  have  agreed  to 
recommend  to  the  traffic  executives  of  eastern  carriers  that  rules 
12  and  13  governing  the  reconsignment  of  coal  and  coke  be 
changed  to  read  as  follows: 

Rule  12 — Diversion  on  Reconsignment  to  Points  Outside  Switch- 
ing Limits  after  Placement. — If  a  car  has  been  placed  for  unloading 
at  original  destination  and  forwarded  therefrom  without  being 
unloaded  to  a  point  outside  of  switching  limits,  it  will  be  sub- 
ject to  the  published  through  rate  from  original  point  of  shipment 
to  final  destination,  as  described  in  Rule  2,  plus  seven  dollars  ($7.00) 
per  car  reconsignment  charge  (See  also  Rule  4-B). 

Rule  13 — Diversion  or  Reconsignment  to  Points  Within  Switch- 
Ing  Limits  after  Placement. — Cars  that  have  been  placed  for  unload- 
ing, and  which  are  subsequently  reforwarded  without  being  unloaded 
to  a  point  within  the  switching  limits  of  the  billed  destination,  will 
not  be  subject  to  diversion  or  reconsignment  charge,  hut  will  be  sub- 
ject to  the  switching  or  local  rate  in  addition  to  the  rate  from  point 
of  origin  to  billed  destination. 

Note. — Where  no  switching  tariff  is  in  effect,  or  where  the  pub- 
lished switching  charge  exceeds  seven  dollars  ($7.00)  per  car,  the 
charge  will  be  seven  dollars  ($7.00)  per  car  in  addition  to  the  rate 
from  original  point  of  shipment  to  billed  destination. 

General. — Your  committee  has  received  communications 
from  several  League  members  indicating  that  several  reconsign- 
ing rules  in  effect  at  present  are  objectionable. 

"A  joint  meeting  with  representatives  of  the  eastern,  west- 
ern and  southern  carriers  was  arranged  so  that  a  full  discussion 
of  the  rules  might  be  had  with  a  view  to  agreeing  on  modifica- 
tions which  your  committee  intended  to  present  to  League  mem- 
bers for  approval.  The  joint  meeting  was  cancelled  on  account 
of  the  reconsigning  case  under  consideration  by  the  Commission 
at  that  time.  The  Commission  has  recently  rendered  decisions 
in  those  cases  and  your  committee  will  endeavor  to  have  a  joint 
conference  with  carriers  in  the  near  future." 

Express  Committee   Report 

The  report  of  the  express  committee,  T.  T.  Harkrader,  chair- 
man, as  approved  by  the  executive  committee  was  adopted,  as 
follows: 

"Express  Classification  Docket. — Acting  upon  the  request  of 
the  League,  the  American  Railway  Express  Company  issued  its 
first  classification  docket  under  date  of  April  27,  1921,  which 
listed  proposed  changes  in  Classification  No.  27. 

"The  procedure  is  similar  to  that  followed  by  the  railroad 
classification  committees,  a  time  being  set  for  hearing  of  inter- 
ested parties.  The  American  promises  to  give  wide  publicity 
to  dockets. 

"Prepayment  of  Charges  on  Express  Shipments  to  Canada. — 
Following  the  action  in  regard  to  freight  shipments  to  Canada 
which  were  formerly  required  to  be  prepaid  owing  to  the  abnor- 
mad  rate  of  exchange  between  the  United  States  and  Canada, 
the  matter  of  avoiding  prepayment  of  charges  on  express  ship- 
ments has  been  the  subject  of  correspondence  with  the  express 
companies  on  both  sides  of  the  border  and  the  Board  of  Railway 
Commissioners  of  Canada. 

"The  American  Railway  Express  Company  is  co-operating 
in  the  matter  and  the  Board  informed  the  Committee  under 
date  of  May  17  that  the  subject  was  being  considered  by  them. 
We  hope  that  they  will  get  the  Canadian  express  companies  in 
line. 

"Express  Receipts. — There  will  be  no  change  during  the 
year  1921  in  the  matter  of  express  receipts  so  far  as  the  Ameri- 
can Company  is  concerned. 

"At  the  last  meeting  of  the  League  it  was  suggested  that 
the  Committee  accumulate  information  upon  this  subject  and 
discuss  it  with  the  American  Company.  The  Committee  has  re- 
ceived considerable  data,  but  the  American  Company  is  not 
wholly  satisfied  as  to  Forms  11  and  12,  and  they  do  not  desire  to 
make  any  further  changes  at  this  time.  The  American  Company 
would  not  attempt  to  force  the  use  of  an  undesirable  receipt  at 
points  competitive  with  another  express  company. 

"Mr.  Geo.  C.  Taylor,  president  of  the  American  Railway  Ex- 
press Company,  addressed  the  Chairman  of  the  Committee  un- 
der date  of  May  18  as  follows: 

Confirming  statements  which  1  made  to  you  and  the  other  mem- 
uniform  •e0XUprres°smr1e1ceipt:at  the  meeUng  th'S  after"°°n  regarding  the 

iii^Xi;  ?ire  not  y?1  re/"Jy  to  say  that  Forms  11  and  12  are  what  we 
W,»  w?  ™»  Wann  f  °  ado%  as  the  u»iversal  express  receipt.  Neither 
a{fLy^p  p  d  to  say  that  we  sha11  eventually  want  to  adopt  some 

a  vl?v^™r  a?y  t°ne  Pfrtlcu'ar  form  as  the  exclusive  receipt.  This 
and  oonsid^T  tm,?,tter  f<?r,  us  to  deci<Je  and  we  want  to  go  slow 

>n       Who      It          l  ^roughly  before  reaching  any  definite  conclu- 

=   i==f  ?L  the   committee   met  and   discussed   this   subject   for  ten 

days   last  December,   they  concluded   that  a  further  trial   of  90   days 
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wi.ulil  probably  I...  suillclcnl  1,.  enable  us  li>  net  a  proper  estimate 
<»  the  in.  ni  Riid  ileiMcrlt.1  of  these  forms.  We  have  Rnd  iniiiiy  other 
things  In  iln.  is:. ue, I  so  many  rules  mid  Instruct  i,,n  .  tint  ii  IN  ,'liillciill 

!«i '•  employes  to  read   them  nil  MTU!  observe  them,  mill   we  have  felt 

that  Mr  should  not  undertake  anything  new  for  a  while'  hut  rathci 
continue  as  we  li:ive  bee,,  up.  i.iiiim-  for  some  time  past,  catohlng  mi 
.•mil  rendering  :i  imu'i'  dependable  express  srrvlee.  we  would  there- 
fore, much  prefer  to  let  this  matter  run  along  without  change  for  the 
present  .-I  nd  are  perfectly  willing.  In  order  th.-it  shippers  nuiy  know 
what  to  expert,  to  sa>  that  \\e  will  continue  Just  ;is  we  nre  without 
extending  tin  use  of  Forms  11  and  12  to  cities  where  they  are  not 
now  being  used  until  January  1.  next,  and  even  after  that  date  we 
will  make  no  change  without  first  giving:  your  organization  and  other 
commercial  organizations  every  opportunity  to  first  consider  carefullv 
an>  foi-in  or  forms  of  receipt  we  might  propose  to  adopt  for  unlver- 

use. 

As  you  know.  Forms  11  and  12  are  now  in  universal  use  at  all  of 
our  commission  offices,  where  they  were  Installed  December  1,  1919, 
.•mil  in  in  use  to  considerable  extent  In  Chicago,  Detroit  Cleveland 
Cincinnati,  St.  Louis.  Newark,  and  Atlanta.  They  are  also  in  use  at  a 
few  other  salaried  otllces  where  shippers  have  made  special  requests 
lor  them  and  in  some  Instances  over  the  counter,  but  in  these  latter 
rases,  us  with  the  commission  offices,  our  own  employes  make  out  the 
receipts.  At  New  York  City  we  use  what  has  been  designated  as  the 
New  York  form  of  receipt,  and  I  believe  you  are  entirely  familiar 
with  that.  At  other  places  we  use  the  ordinary  or  old  form  of  receipt 
as  embodied  in  our  classification,  and  special  forms  of  shippers'  re- 
ceipts. All  of  these  forms  of  receipts  subscribe  to  the  terms  and  con- 
ditions prescribed  by  the  Interstate*  Commerce  Commission 

With  the  continuation  of  this  present  lack  of  uniformity,  if  any 
firm  or  firms  have  their  own  standardized  system,  and  where  they 
have  plants  or  offices  shipping  from  a  number  of  cities,  and  this  lack 
of  uniformity  retards  them  in  their  standardization,  if  they  will  take 
the  matter  up  with  us  we  will  make  every  possible  effort  to  co-operate 
with  them  towards  straightening  it  out. 

"Four  Months'  Period  for  Filing  of  Claims.— The  matter  of 
having  changed  from  four  to  six  months,  as  the  time  limit  for 
the  filing  of  claims  for  loss,  as  provided  in  the  express  receipt, 
has  come  up  again.  This  subject  has  been  discussed  with  the 
American  Railway  Express  Company  upon  various  occasions. 
The  time  has  been  extended  to  nine  months  for  filing  of  claims 
on  shipments  for  export,  making  the  time  allowance  uniform 
with  that  provided  in  the  rail  carriers'  bill  of  lading,  but  the 
American  Railway  Express  Company  has  yet  to  agree  to  a  six 
months'  period  on  domestic  traffic.  The  Commission  in  Report 
4198,  I.  C.  C.  43-512,  said:  *  *  * 

"Now  comes  the  Southeastern  Express  Company,  and  over 
the  signature  of  its  President,  on  May  2,  states  that  the  League 
is  at  liberty  to  make  known  to  all  concerned  that  the  South- 
eastern Express  Company  will  recognize  claims  lodged  with 
them  within  the  six  months'  period.  The  committee  will  pursue 
the  matter  with  the  Southeastern  Company  to  see  that  their  re- 
ceipts so  provide.  With  this  example  the  American  may  later 
be  influenced  to  adopt  the  six  months'  period. 

"We  recommend  that  the  matter  be  continued  with  the  Ex- 
press Committee. 

"Showing  Valuation  on  Packages. — While  there  is  no  rule 
in  the  classification  compelling  shippers  to  mark  the  valuation 
on  packages,  the  express  companies  are  requiring  it  and  some 
of  our  members  object  to  the  practice. 

"The  committee  has  said  to  the  American  Railway  Express 
Company  that  such  requirements,  to  be  enforced,  should  be 
covered  by  a  classification  rule,  and  the  American  now  pro- 
poses the  establishment  of  a  rule  that  packages  valued  at  $5 
or  more  per  pound,  or  in  excess  of  $50,  should  show  the  valua- 
tion, as  valuable  packages  are  handled  on  receipts.  This  will 
be  on  the  next  docket. 

"The  main  objection  to  showing  the  value  on  packages  is 
on  goods  shipped  to  a  third  party,  but  in  such  instances  the  ship- 
pers could  show  a  valuation  higher  than  their  invoice  to  the 
jobber,  or  what  is  the  usual  list  price  to  retailers,  and  thus  con- 
ceal the  jobbing  price  and  protect  the  consignee  in  case  a  claim 
for  loss  is  necessary. 

"Fractions. — The  American  Railway  Express  Company  has 
agreed  to  change  Rule  1  (m)  of  Classification  No.  27  to  give  the 
shipper  an  even  deal  on  the  disposition  of  fractions.  The  rule 
now  reads: 

Fractions:  In  computing  charges,  whenever  fractions  occur,  either 
In  the  aggregate  weight  or  charges,  the  next  higher  whole  number 
must  be  used. 

"This  will  be  changed  so  that  whenever  fractions  occur  the 
fraction  will  be  dropped  when  less  than  half  a  pound  or  one-half 
a  cent,  and  the  next  higher  unit  will  be  exacted  for  one-half 
and  over.  This  will  be  more  in  comformity  to  the  practice  of 
freight  carriers." 

Export  and   Import  Traffic 

The  report  of  the  committee  on  export  and  import  traffic, 
as  follows,  was  approved: 

The  question  of  continuing  or  cancellation  of  the  permit  system 
on  freight  moving  to  New  York,  other  than  on  a  through  hill  of  lading. 
hiis  been  settled  by  the  carriers  themselves,  they  having  abolished 
this  .system.  The  majority  of  the  members  of  the  League  canvassed 
'see  Circular  308,  of  January  5,  1921)  are  in  favor  of  the  permit  sys- 
tem when  necessary.  There  is  also  the  majority  opinion  of  the  com- 
mittee itself,  and  I  assume,  therefore,  that  in  the  event  of  the  neces- 
sity for  again  putting  in  force  the  permit  system  there  will  be  no 
objection  from  the  League  and,  therefore,  needs  no  discussion. 

Highway    Transportation. 

The  report  of  the  Highway  Transportation  Committee,  W. 
J.  L.,  Banham,  chairman,  as  follows,  was  adopted: 

"The  Committee  on  Highway  Transportation  has  had  under 


consideration  the  matter  of  damage  and  destruction  to  the  pub- 
lic highways  of  thin  and  other  states  unnecessarily  caused  by 
i  lie  overloading  and  overspeedlng  of  heavy  motor  tracks. 

"The  com  of  maintenance  of  our  highway*  under  ordinary 
conditions  In  rapidly  mounting  and  Imposing  heavier  burdens 
upon  the  taxpayers  each  year.  It  Is  quite  certain  there  will  t><- 
no  diminution  In  the  use  of  heavy  motor  trucks  as  a  facility  of 
transportation.  On  the  contrary,  the  use  of  that  type  of  vehicle 
on  highways  outside  of  cities  will  undoubtedly  Increase.  Even 
when  these  heavy  motor  trucks  with  ordinary  loads  are  operated 
by  careful  and  skilled  drivers  and  at  moderate  rates  of  speed 
the  wear  and  tear  on  road  surfaces  Is  considerable,  and  when 
overloaded  and  driven  at  a  high  rate  of  speed  they  are  a  menace 
to  other  traffic  besides  causing  great  damage,  and  In  many  In- 
stances actual  destruction  to  our  highways. 

"If  our  highways  are  to  perform  most  efficiently  their  eco- 
nomic function,  and  the  development  of  the  motor  truck  as  a 
permanent,  essential  and  economical  facility  of  transportation 
assured,  these  practices  and  abuses  must  be  corrected  without 
delay. 

"Largely  because  of  the  abuses  referred  to  there  has  re- 
cently developed  in  legislative  bodies  a  considerable  hostility 
toward  this  type  of  vehicle  and  a  disposition  to  enact  drastic 
traffic  laws  and  regulations  and  the  Imposition  of  excessive 
license  fees,  all  of  which  tend  to  retard  the  proper  development 
of  the  use  of  motor  trucks. 

"We  believe  this  matter  should  be  presented  to  the  owners 
and  operators  of  such  trucks,  and  their  co-operation  sought,  to 
the  end  that  the  abuses  referred  to  may  be  corrected  at  once. 

"We,  therefore,  recommend  that  The  National  Industrial 
Traffic  League  adopt  the  following  preambles  and  resolutions, 
and  that,  if  adopted,  they  be  given  the  widest  practicable  pub- 
licity. 

Whereas,  The  use  of  the  public  highways  by  motor  trucks,  as  a 
necessaiy  facility  of  transportation  of  merchandise,  has  materially 
increased  within  the  past  few  years,  and  It  appears  that  such  use  of 
the  highways  will  continue  to  increase  rather  than  decrease;  and 

Whereas,  Because  of  some  overloading  and  overspeeding  and  the 
damage  and  destruction  to  highways  resulting  therefrom,  there  is 
being  created  in  the  minds  of  the  public  an  attitude  unfriendly  to 
motor  truck  operation,  with  the  result  that  efforts  are  made  to  secure 
the  passage  of  laws  and  ordinances  imposing  drastic  restrictions  upon 
the  operation  of  such  motor  trucks,  including  materially  increased 
registration  and  the  license  fees:  and 

Whereas,  Organizations  such  as  the  Motor  Vehicle  Conference 
Committee  and  the  Federal  Highway  Council  have  given  this  question 
much  study  and  have  incorporated  In  the  proposed  uniform  vehicle 
law  certain  speed  and  weight  limits  to  prevent  overspeiding  and  over- 
loading; and. 

Whereas,  The  development  of  motor  transport  depends  on  high- 
ways, properly  constructed  and  maintained;  therefore,  be  it 

Resolved,  That  the  overloading  and  overspeeding  of  motor  trucks 
is  hereby  strongly  condemned,  and  speed  and  weight  limits  of  the 
proposed  uniform  vehicle  law  are  approved  as  a  guide  on  what  shall 
constitute  overloading  and  overspeeding;  and  be  It  further 

Resolved,  That  a  copy  of  these  preambles  and  resolutions  be  for- 
warded to  the  public  press,  National  Automobile  Chamber  of  Com- 
merce, Automobiles  Association,  Rubber  Association  of  America, 
all  associations  of  motor  truck  owners,  all  state  highway  commis- 
sioners, and  all  traffic  organizations." 

Chairman  J.  A.  Morgan,  of  the  Committee  on  Interchange- 
able Mileage  Books,  who  had  prepared  a  report,  withdrew  It  and 
asked  that  the  matter  be  referred  to  the  new  Passenger  Traffic 
Committee  which  the  League  had  decided  to  appoint.  This  was 
done. 

Coal   Claim    Rules 

The  special  committee  on  coal  claim  rules,  John  Callahan, 
chairman,  made  the  following  report,  which  was  referred  to  the 
special  committee  whose  function  it  is  to  confer  with  the  rail- 
road traffic  executives: 

Your  committee  has  earnestly  endeavored  to  confer  with  the 
American  Railway  Association.  Freight  Claim  Division,  for  the 
purpose  of  having  adopted  the  code  of  coal  claim  rules  formu- 
lated and  agreed  to  in  the  spring  of  1919  by  joint  conference  of 
coal  producers,  coal  wholesalers  and  retail  dealers  of  coal,  to- 
gether with  representatives  of  the  National  Industrial  Traffic 
League,  and  a  special  representative  committee  of  claim  agents 
of  the  railroads. 

Our  efforts  have  been  fruitless,  as  the  Freight  Claim  Division 
contend  that  they  "have  no  power  whatsoever  with  respect  to 
the  adoption  of  any  rules  attempting  to  fix  the  legal  responsibil- 
ity as  between  carriers  and  shippers  in  any  class  of  claims,"  and 
state  that  "an  agreement  with  the  general  committee  having  for 
its  purpose  the  handling  of  coal  claims  in  all  parts  of  the  coun- 
try could  not  possibly  be  made  effective."  advising,  further,  that 
they  have  referred  this  matter  to  the  nine  claim  conferences  of 
the  country,  to  be  considered  and  dealt  with  by  each  conference 
as  It  deems  best  to  deal  with  it. 

Obviously,  there  is  nothing  further  your  committee  can  ac- 
complish with  the  major  claim  body,  and  It  is  the  unanimous 
opinion  of  the  committee  that  it  should  not  open  negotiations  with 
the  nine  separate  claim  conferences. 

It  is  therefore  recommended  by  the  committee  that  the  League 
membership  adopt  officially  for  general  application  among  carriers 
the  code  of  claim  rules  which  was  submitted  to  the  United  States 
Railroad  Administration  and  Insist  upon  carriers  handling  loss 
and  damage  claims  on  coal  strictly  in  accordance  therewith. 

Following  is  the  code  of  coal  claim  rules  referred  to  in  the 
report : 

Rule  1. — Initial  Weight.  Weights  to  be  considered  as  evi- 
dence in  connection  with  claims  for  loss  of  coal  shall  be  ascer- 
tained in  accordance  with  current  tariff  rules  or  on  track  scales 
conforming  to  specifications  and  rules  of  the  American  Railway 
Association  approved  February  I,  1917.  reissues  thereof  and  amend- 
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menti  thereto,  and  In  compliance  with  National  Code  of  Rules 
KOvVrnlnif  the  weighing  and  re-weighing  of  carload  freight,  en- 
dorsed June  9.  1914.  by  the  Interstate  Commerce  Commission. 

If  loss  of  coal  occurs  prior  to  initial  weighing,  as  Provided 
for  In  the  preceding  paragraph,  the  amount  of  loss  shall  be  de- 
termined on  basis  of  average  weight  of  coal  of  same  kind  and 
grade,  from  same  mine,  in  cars  of  same  class  and  cubical  feet 

CaP<Ru|yo  2.— Record  of  Exceptions  in  Transit  and  at  Destination 
Carriers  shall  make  permanent  record  of  coal  lost  or  taken  in 
trans  t  or  at  destination  before  delivery  to  consignee,  showing 
cau»e  and  extent,  and  shall  endorse  this  information  on  waybill 
accompanying  car  or  on  destination  record. 

Kulo  3— Inspection  at  Destination.    Consignee  noting  evidence 
of  loss  upon  receipt  of  car  should,  where  practicable,  notify  agen 
or  other  proper  representative  of  carrier  delivering   coal   at   des- 
tination so  as  to  afford  opportunity  for  immediate  joint  inspection 
or  waiver  of  right  to  inspect  such  coal   before  unloaded. 

Agent  of  carrier  delivering  coal  shall  make  permanent  record 
of  Inspection,  if  made,  showing  name  of  consignee,  date  and  time 
of  Inspection,  car  Initials  and  number,  appearance  of  lading,  and 
apparent  cause  and  amount  of  loss,  if  any,  and  a  copy  given  t< 

iFag'ent  of  delivering  carrier  elects  to  waive  the  right  of  joint 
Inspection,  he  shall  make  permanent  record  of  such  waiver,  show- 
ing name  of  consignee,  car  initials  and  number,  date  and  time  or 
notice  given  by  a  consignee,  and  a  copy  of  such  record  delivered  to 
consignee.  Agent  of  delivering  carrier  shall  so  arrange  for  the 
Inspection  of  the  waiver  of  inspection  as  to  not  be  a  detriment  to 
consignee's  Interest.  ... 

Claims  for  loss  of  coal  shall  be  supported  by  claimants  with 

'°  Rule  4.— Destination  Weights.  If  there  is  evidence  of  loss, 
transfer  of  lading  en  route,  or  defects  of  equipment  permitting  of 
loss,  the  difference  in  weight  ascertained  by  re-weighing  in  accord- 
ance with  existing  tariff  rules  on  track  scales  which  conform  to 
specifications  and  rules  of  the  American  Railway  Association,  ap- 
proved February  1.  1917,  amendments  to  and  reissues  thereof,  and 
In  compliance  with  National  Code  of  Rules  governing  the  weigh- 
ing and  reweighing  of  carload  freight,  endorsed  June  9,  1914,  by 
the  Interstate  Commerce  Commission  shall  be  accepted  as  indicat- 
ing the  extent  of  loss. 

If  there  is  evidence  of  loss,  transfer  of  lading  en  route  or  de- 
fects In  equipment  permitting  of  loss,  and  there  is  no  track  scale 
available  at  destination  conforming  to  requirements  of  preceding 
paragraph,  or  the  capacity  of  scale  available  is  less  than  the 
gross  weight  of  car  and  lading,  the  extent  of  loss  will  be  indi- 
cated by  the  difference  In  weight  as  ascertained  by  careful  weigh- 
ing In  drafts  on  a  proper  wagon  scale  at  time  of  unloading.  Such 
re-weighing  shall  be  done,  when  practicable,  under  the  supervi- 
sion of  or  with  the  approval  of  the  agent  of  the  delivering  carrier. 

Rule  6. — Cars  Re-Weighed  in  Transsit  or  at  Destination  and 
No  Visible  Evidence  of  Loss.  If  cars  showing  no  visible  evidence 
of  loss  of  coal  are  re-weighed  on  track  scales  conforming  to  these 
rules  and  the  difference  in  weight  is  within  the  tolerance  provided 
for  in  tariffs  applicable,  the  difference  in  weight  represents  scale 
variation  and  inherent  shrinkage  of  coal  and  will  not  be  con- 
sidered a  responsibility  of  the  carrier. 

Claims  for  loss,  supported  only  by  evidence  of  difference  in 
scale  weights,  ascertained  in  conformity  to  these  rules,  shall  be  in- 
vestigated and  settled  on  their  merits. 

Rule  6. — Scale  Data.  If  cars  of  coal  are  re-weighed  on  track 
scales  other  than  railroad  scales,  and  loss  of  coal  is  established 
and  claims  made  therefore,  the  following  scales  data  shall  be 
furnished  by  the  claimant  upon  request  of  the  railroads: 

Type  or  kind  of  scale. 

Length   and  capacity. 

Character  of  installation. 

Frequency  of  testing. 

Method  of  weighing. 

Copy  of  official  record  of  last  test  of  scale  immediately  preced- 
ing date  car  weighed. 

Weight  of  test  car  or  test  weights  used. 

Note. — These  data  to  be  permanently  recorded  in  the  office  of 
the  Freight  Claim  Agents  to  obviate  the  necessity  for  frequent 
requests  for  the  same  Information. 

Rule  7. — Tolerance.  Where  loss  of  coal  has  been  established 
In  accordance  with  these  rules  no  tolerance  deduction  shall  be 
made. 

Rule  8. — Adjustments.  Where  loss  of  coal,  for  which  carrier 
Is  liable,  has  been  established  In  accordance  with  the  foregoing 
rules,  claims  therefor  shal  be  promptly  paid. 

Bill   of   Lading   Committee 

The  report  of  the  bill  of  lading  committee  (F.  T.  Bentley, 
chairman)  was  adopted,  as  follows: 

"Hearings  on  Export  and  Domestic  Bills  of  Lading — Since 
the  November  meeting  of  the  League  in  New  York  the  Inter- 
state Commerce  Commission  has  held  its  final  hearings  on  the 
proposed  new  export,  and  proposed  domestic,  bills  of  lading. 
Oral  arguments  were  presented  to  the  Commission  by  the 
League's  Attorney,  Mr.  Luther  M.  Walter.  At  this  writing  no 
information  has  reached  me  from  the  Interstate  Commerce 
Commission  as  to  what  they  will  hand  down,  or  when  they  will 
be  promulgated. 

"Pomerene  Bill  of  Lading  Law— Second  Draft  of  Section 
—With  League  Circular  No.  328  of  March  28,  1921,  there  was 
distributed  to  all  members  a  copy  of  the  second  tentative  draft 
of  a  bill  to  amend  and  supplement  the  Pomerene  bills  of  lading 
act.  Members  interested  were  invited  to  attend  a  conference 
arranged  by  the  Commerce  Trade  and  Commercial  Law  of  the 
American  Bar  Association  at  New  York  City,  May  2-4  1921  to 
consider  this  subject. 

"Your   chairman    handled   this   matter    by    correspondence 
with  the  members  of  the  League's  bill  of  lading  committee  with 
the  result  that  the  preponderance  of  the  committee  seemed  to 
favor  a  modification  of  Section  21  of  the  law  so  as  to  permit  the 
payment  of  a  charge  for  the  services  of  the  railroad,  should  it 
ish  checkers  to  private  industry  tracks  so  as  to  enable  the 
?  to  obtain  a  clean  bill  of  lading.    Your  chairman   there- 
ire,  advocated  before  the  sub-committee  of  the  American  Bar 


Association  the  following  language  in  the   proviso  of  Section 
21  of  the  Pomerene  act:" 

That  when  goods  are  loaded  by  a  shipper  otherwise  than  as 
nrnvMed  in  Section  20  (a)  the  common  carrier  may,  by  inserting 
Fn  the  bll"  of  lading  the  words  "Shippers'.  Weight  Load  and 
Count"  or  other  wo?ds  of  like  purport,  indicate  that  the  goods 
were  loaded  counted  and  weighed  by  the  shipper  and  the  de- 
scription of  them  made  by  him;  and  if  such  statements  be  true, 
the  carrier  shall  not  be  liable  for  damages  caused  by  the  improper 
loading  or  by  the  non-receipt  or  by  the  misdescnption  of  the 
goods  described  in  the  bill  of  lading: 

Provided  however,  that  where  a  shipper  of  freight  installs  and 
maintains  adequate  facilities  located  within  the  yard  limits  of  an 
agency  station  for  inspecting,  checking,  counting  and  weighing 
such  freight,  and  the  same  is  available  to  the  common  carrier,  then 
the  common  carrier,  upon  written  request  of  such  shipper,  and 
when  given  a  reasonable  opportunity  so  to  do,  shall  ascertain  tl 
kind,  quantity  and  weight  of  such  freight  within  a  reasonable  time 
after  such  written  request,  and  the  common  carrier  shall  not,  in 
such  cases,  insert  in  the  bill  of  lading  the  words,  "Shipper : 
weight,  load  and  count,"  or  other  words  of  like  purport,  indicating 
that  the  goods  were  loaded,  counted  and  weighed  by  the  shipper 
and  the  description  of  them  made  by  him,  and  if  so  inserted  con- 
trary to  the  provisions  of  this  Section,  such  words  shall  be  treated 
as  null  and  void  and  as  if  not  inserted  therein,  provided,  further. 

That  where  the  carrier  is  called  upon  to  inspect  check,  count 
and  weigh  such  freight  on  private  or  industrial  tracks  located 
within  the  yard  limits  of  an  agency  station,  a  reasonable  charge 
may  be  made  by  the  carrier  to  the  industry  for  such  service. 

Transportation     Instrumentalities 

The  following  report  of  the  committee  on  transportation 
instrumentalities  (J.  A.  Marvin,  chairman)  was  adopted: 

When  the  railroads  were  released  from  Federal  control  and 
returned  to  their  owners,  the  railway  executives  announced  their 
intention  of  getting  cars  back  to  the  lines  of  owning  roads  and 
reducing  bad  order  cars  to  a  maximum  of  four  per  cent.  At  that 
time  6.7  per  cent  of  cars  were  in  bad  order,  and  only  21.9  per  cent 
of  all  cars  were  on  home  lines.  Since  then  cars  have  moved  stead- 
ily homeward,  reaching  a  record  mark  of  72.5  per  cent  May  1,  but 
the  number  of  bad  order  cars,  instead  of  being  reduced,  has  in- 
creased to  289,711,  April  15,  or  12.7  per  cent,  which  is  also  a  record 
mark.  This  equals  three-fifths  of  the  number  of  idle  cars,  which 
on  May  8  was  471,922. 

Failure  to  repair  cars  is  ascribed  by  American  Railroad  As- 
sociation officials  to  lack  of  funds  and  they  also  point  out  to  your 
committee  that  the  number  of  serviceable  cars  greatly  exceeds 
the  present  requirements  of  business. 

Your  committee  reports  these  facts  for  the  information  of 
members,  or  for  any  further  action  deemed  advisable  under  the 
prevailing  conditions. 

A  resolution  offered  by  R.  C.  Ross  to  the  effect  that  every 
effort  should  be  made  to  decrease  the  number  of  bad  order  cars, 
was  also  adopted. 

Waterways  and    Highways 

Remarks  made  by  Mr.  Kruttschnitt,  of  the  Southern  Pacific, 
before  the  Cummins  investigating  committee,  ,-;ave  rise  to  the 
following  resolution,  offered  by  Mr.  Field,  of  the  inland  water- 
ways committee,  which  was  adopted: 

Whereas,  Certain  oral  and  printed  statements  having  recently 
been  made  public  which  tend  to  belittle  the  importance,  prac- 
ticability and  actual  present  use  of  our  inland  waterways,  and 

Whereas,  Many  of  our  waterway  projects  are  in  a  formative 
or  incomplete  stage,  and  are  dependent  upon  their  further  de- 
velopment for  the  financial  and  moral  support  of  the  public,  and 

Whereas,  At  this  time  of  general  business  depression,  such  dis- 
couragement of  waterways  is  particularly  serious  and  threatening, 
and  may  greatly  retard,  if  not  permanently  postpone,  their  develop- 
ment, and 

Whereas,  The  National  Industrial  Traflls  League,  believing 
heartily  as  it  does  in  the  importance  of  our  inland  waterways, 
and  the  need  of  their  further  development  as  a  growing  national 
necessity  and  having  appointed  a  committee  to  further  this  move- 
ment, therefore,  be  it 

Resolved,  That  the  National  Industrial  Traffic  League,  In  con- 
ference assembled,  hereby  records  its  disapproval  and  objection 
to  any  and  all  statements  that  have  been  or  may  be  made  in  dis- 
paragement of  our  waterways,  their  extension  and  improvement, 
and  reaffirms  its  endorsement  and  wholehearted  belief  in  our  in- 
land waterways  as  a  vital  economic  and  transportation  necessity, 
and  pledges  itself  to  continue  to  the  utmost  its  influence  and  sup- 
port in  their  behalf. 

A  similar  resolution  then  was  offered  by  Mr.  Marvin,  re- 
ferring to  highways.  It  also  was  adopted. 

Tax  on  Transportation 

Mr.  Austin,  chairman  of  the  committee  on  export  and  im- 
port traffic,  reported  in  favor  of  the.  Longworth  bill  to  repeal 
the  3  per  cent  tax  on  transportation,  both  domestic  and  export. 
His  report  was  approved  and  the  matter  was  left  with  the  ex- 
ecutive secretary  for  proper  action. 

Railroad    Rate  Committees 

Mr.  Haynes,  of  Sioux  City,  chairman  of  a  special  commit- 
tee on  a  plan  whereby  the  public  might  be  advised  of  findings 
of  the  railroad  rate  committees,  said  that  in  western  and  offi- 
cial classification  territories,  proper  notification  to  interested 
shippers  was  being  given,  but  that  in  the  south  satisfactory 
action  had  not  been  taken  by  the  carriers.  The  Haynes  com- 
mittee was  discharged  and  the  matter  left  with  the  special 
committee  to  confer  with  traffic  executives  of  the  carriers. 
President  Chandler  gave  it  as  his  opinion  that  if  the  carriers 
could  be  brought  to  deal  properly  with  the  shippers  in  these 
matters  it  would  be  preferable  to  a  re-enactment  of  the  Smith 
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amendment,    but    that    otherwise   the    Smith    amendment    plan 
would  probably   be  urged  through  Congress. 

New   Commissioner  Talk* 

J.  B.  Campbell,  now  member  of  the  Commission,  was  pres- 
ent and  made  a  few  remarks  on  the  subject,  of  co-operation  be- 
tween shippers  and  carriers.  He  thought  that  with  such  co- 
operation the  transportation  problem  could  be  solved  but  that 
co-operation  did  not  exist  to  the  degree  hoped  for  by  the  Com- 
mission. 

P.  E.  Winburn,  of  the  cause  and  prevention  committee  of 
the  freight  claims  section  of  the  A.  R.  A.,  was  also  invited  to 
speak.  He  asked  for  all  possible  co-operation  from  shippers  in 
reducing  loss  and  damage  claims. 

Chairman  Ross,  of  the  membership  committee,  reported  an 
increase  in  membership  to  1,026.  Since  the  meeting  last  No- 
vember, 122  new  members  have  been  admitted.  There  was  a 
registration  of  503  members  and  guests  at  the  Cleveland  meet- 

which  was  characterized  by  President  Chandler  as  the  best 
I  lie  League  had  ever  held.  The  entertainment  features  pro- 
vided by  the  Cleveland  committee  and  the  splendid,  hotel  ar- 
rangements were  suitably  mentioned  in  resolutions. 

Mr.  Maxwell,  of  Dallas,  Texas,  in  an  eloquent  speech,  gave 
the  League  an  invitation  to  hold  its  meeting  next  spring  in 
that  city. 

Adjournment  was  taken  at  12:30,  May  26. 


NEW  ENGLAND  RATES  ON  CEMENT 

The   Traffic   World   Washington  Bureau 

Vigorously  phrased  arguments  on  No.  11110,  Atlas  Portland 
Cement  Co.  vs.  Central  Vermont  et  al.,  in  which  the  material 
allegation  was  that  the  New  England  railroads  are  giving  the 
makers  of  cement  in  the  Lehigh  district  unduly  preferential 
treatment,  were  made,  May  23,  by  Frank  Lyon  for  the  com- 
plainant, Parker  McCollester  and  R.  W.  Barrett  for  the  railroads, 
and  Luther  M.  Walter  and  F.  E.  Paulson  for  the  intervening 
cement  manufacturers  in  the  Lehigh  district.  The  arguments 
were  based  on  the  report  of  the  examiner  recommending  a  dis- 
missal on  the  ground  that  the  rates  from  the  Lehigh  district 
had  not  been  shown  to  be  unreasonably  low,  nor  unduly  preju- 
dicial, nor  the  rates  from  the  Hudson  district,  both  sets  into 
New  England,  unduly  high. 

Frank  Lyon  severely  criticized  the  examiner  for  going  out- 
side, as  he  contended,  of  the  interstate  commerce  law  and  sug- 
gesting that  it  is  the  duty  of  the  Commission  to  consider  the 
broad,  economic  aspects  of  the  case  to  the  end  that  the  industry 
in  the  Lehigh  district  may  be  kept  alive.  Mr.  Barrett  brought 
into  his  argument  reference  to  the  anti-trust  proceedings  which 
have  been  begun  against  some  of  the  activities  of  the  Atlas  and 
suggested  the  Atlas  was  trying  to  obtain  a  monopoly.  His 
thought  was  that  an  order  reducing  the  rates  from  the  Hudson 
district  or  raising  those  from  the  Lehigh  would  tend  to  help  the 
complainant  extend  its  control  over  the  industry.  The  Lehigh 
has  plants  in  both  districts.  He  also  contended  that  the  rail- 
roads serving  the  Lehigh  district  have  the  right  to  meet  the 
competition  of  the  Hudson  district  mills,  which  are  nearer  con- 
suming points  in  New  England,  and  also  have  the  benefit  of 
water  transportation  on  the  Hudson  River. 

Messrs.  Walter  and  Paulson  contended  for  a  continuance  of 
the  adjustment,  which  has  been  in  effect  many  years,  during 
which  the  business  of  the  complainant  has  grown,  notwithstand- 
ing the  allegation  of  an  unlawful  rate  adjustment. 


TIME  FOR  FILING  CLAIMS 

The  Traffic   World   Washington  Bureau 

The  Senate  interstate  commerce  committee  adopted,  May  26, 
a  favorable  report  on  the  bill  amending  section  206,  paragraph 
C,  of  the  transportation  act,  so  as  to  extend  the  time  for  the 
filing  of  overcharge  claims  to  two  years  beyond  end  of  federal 
control  instead  of  one  year. 

TELEPHONE  REVENUE 

The  Traffic   World   Washington  Bureau 

Telephone  operating  revenues  totaled  $41,551,562  in  Febru- 
ary as  compared  with  $37,877,776  in  that  month  of  1920,  and 
expenses  totaled  $30,469,720  as  against  $27,374,857  in  February, 
1920,  and  the  operating  income  was  $8,087,860,  as  compared  with 
$7,839,645  in  February,  1920,  according  to  a  summary  of  monthly 
•  reports  of  large  telephone  companies  issued  by  the  Commission. 
In  the  two  months  ended  with  February  the  revenues  totaled 
$84,487,195,  as  against  $76,135,866  in  the  same  period  of  1920; 
expenses  totaled  $62,927,660,  as  against  $55,455,027  in  the  cor- 
responding period  of  1920,  and  the  operating  income  was  $15,- 
585,966,  as  against  $15,345,758  in  the  first  two  months  of  1920. 

BULLFROG  GOLDFIELD  BONDS 

The  Bullfrog  Goldfield  Railroad  Company,  In  finance  docket 
No.  1447,  has  asked  authority  to  Issue  $148,625  worth  of  new 
bonds  to  retire  maturing  issues. 


THE  CUMMINS  INVESTIGATION 

The  Traffic  World   Wellington  B»n»* 

Further  testimony  aa  to  the  causes  of  Increased  costs  of 
operation  in  1920  as  compared  with  1919  and  previous  years,  aa 
experienced  by  the  New  York  Central,  was  given  before  th>- 
Senate  committee.  May  20,  by  President  Smith. 

"What  are  you  going  to  do  about  It?"  asked  Senator  Watson. 

"There  must  be  a  change  if  we  are  going  on,"  replied  Mr. 
Smith.  "The  next  thing  that  will  happen  will  be  that  you  will 
want  the  railroads  and  they  won't  be  there.  We  have  had  no 
chance  to  get  any  fat  on  us  in  the  last  twenty  years.  While 
now  we  should  be  getting  this  plant  In  the  best  order  for  the 
future,  we  are  not  doing  It.  We  haven't  the  money." 

Senator  Cummins  brought  out  that  the  fact  that  the  railroads 
as  a  whole  had  earned  scarcely  imyihlng  in  the  year  ending 
March  1,  1921,  was  not  due  to  a  lack  of  volume  of  traffic  In 
a  substantial  part  of  that  period.  Mr.  Smith  said  he  was  not 
advancing  the  contention  that  the  carriers  had  failed  to  earn 
anything  because  of  the  volume  of  traffic.  He  said  his  company 
had  Increased  every  factor  of  operation  In  1920  over  1919  and 
that  the  situation  was  due  to  the  high  cost  of  operation. 

Senator  Pomerene  raised  the  question  again  of  whether  the 
volume  of  traffic  could  not  now  be  increased  by  reducing  rates. 

Mr.  Smith  said  he  wished  he  had  the  power  and  the  author- 
ity to  try  that  theory  out.  He  said  he  would  like  to  arrange 
for  the  transportation  of  a  million  bushels  of  wheat  and  see 
whether  a  market  could  be  found  for  the  product.  His  position 
was  that  it  was  not  the  rates  that  was  preventing  the  movement 
of  traffic. 

"I  have  no  hesitancy  in  saying  that  rates  must  be  read- 
justed," he  added. 

He  then  said  that  readjustments  were  necessary  because 
of  the  fact  that  substantial  horizontal  Increases  in  rates  had 
been  made  in  recent  years  and  that  the  application  of  those 
increases  had  had  a  serious  effect  on  the  long  hauls.  On  the 
other  hand,  he  said,  he  had  some  question  in  his  mind  whether 
the  short-haul  traffic  was  bearing  its  share  of  the  cost  of  trans- 
portation. He  said  it  cost  just  as  much  to  load  and  place  a 
car  for  a  short  haul  as  a  long  haul  and  that  he  wondered 
whether  some  system  would  not  have  to  be  devised  for  the 
separate  assessment  of  terminal  charges.  He  said  there  must 
be  some  readjustment  of  the  long-and-short-haul  business. 

Mr.  Smith  said  the  railroads  did  not  get  the  benefit  of  the 
increased  rates  under  Ex  Parte  74,  because  of  the  high  oper- 
ating costs.  Senator  Watson  asked  whether  the  New  York 
Central  could  make  money  if  it  could  haul  all  the  traffic  It 
could  possibly  handle  under  existing  rates  and  costs  of  opera- 
tion. The  witness  replied  in  the  negative.  He  said  operating 
costs  would  prevent  the  making  of  any  profit.  He  said  the 
labor  cost  was  too  high  and  yet  that  he  believed  that  railroad 
labor  should  be  dealt  with  liberally.  In  reply  to  a  question  he 
said  railroad  wages  had  got  out  of  balance  with  wages  In  out- 
side industries. 

"There  was  a  time  when  rates  were  so  low  that  the  em- 
ployes were  not  paid  enough,"  said  he.  "We  were  always  in 
an  argument  with  our  men.  They  wanted  more  money  and  we 
couldn't  give  it  to  them." 

He  discussed  the  human  element  in  railroading  and  said 
he  believed  transportation  men  were  above  the  average  of  labor 
in  general. 

"I  think  you  have  got  us  tied  pretty  tight,"  he  said,  referring 
to  what  might  be  done  to  put  the  railroads  back  on  their  feet. 

The  railroads  were  built  up  by  initiative,  energy  and  com- 
petition, he  said,  but  he  believed  that  the  roads  were  now  "so 
tied  up"  in  the  way  of  regulation  that  there  was  not  much 
room  left  for  the  play  of  those  factors. 

Senator  Cummins  remarked  that  the  statement  was  quite 
general  and  asked  what  particular  restrictions  should  be  re- 
moved. 

"I  am  not  a  lawyer,"  replied  Mr.  Smith.  "I  have  argued 
this  question  with  Mr.  Thorn  and  he  tells  me  what  the  law  Is. 
I  would  like  to  see  a  freedom  of  activity  allowed  the  railroads. 
I  don't  mind  regulation.  I  don't  mind  telling  you  what  we  have 
done.  I  don't  mind  a  yardstick  of  duty.  But  we  can't  do  much. 
If  we  want  to  get  anything  or  buy  anything,  we  must  have  a 
long  hearing." 

Senator  Cummins  asked  whether  he  advocated  elimination 
of  rate  regulation  by  the  Commission. 

Mr.  Smith  said  he  did  not  advocate  that,  but  that  he  would 
like  to  see  the  Commission  so  placed  that  it  could  authorize 
a  railroad  to  make  rate  changes  effective  quickly  to  meet  emer- 
gencies. 

"Do  you  advocate  abolition  of  the  Labor  Board?"  aaked 
Senator  Cummins. 

"No,"  replied  Mr.  Smith.  "I  would  like  to  see  It  act  more 
quickly." 

Senator  Cummins  said  the  Commission  and  the  Labor  Board 
were  the  only  two  railroad  regulating  bodies. 

"I  have  no  quarrel  with  the  transportation  act— no  quarrel 
with  the  Labor  Board,"  said  Mr.  Smith.  "The  Interstate  Com- 
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1920  was  not  diminished.     The  total  tonnage  for  the  year  was 
110  753  433  as  against  96,048,798  in  1919.     Passenger  traffic,  he 

not  allowed  rauc,,  .»»—  New      said,  did  not  diminish  during  1920    60,682,651  passengers  being 

i  went  into  great  detail  on  shop  work  on  »    •  against  53  444,637  in  1919. 

„.„.  ,   ^,o   »    marked   decrease   in      ra"!!gu^!|%egan  to  fall  off  sharply  in  January,  1921,"  said 

he.     "The  freight  tonnage  for  January  and   February   as   corn- 


merce  Commission  is  a  necessary  umpire  in  this  game,  but  we 
are  not  allowed  much  latitude  on  the  bases. 

Mr.  Smith  went  into  great  detail  on  f 
York   Central    to   show   that   there   was   a 

"ea 


through   1920.     He 
hours  for  the  last 


alarmingly  from 
showing  that   the 
of  1920  increased,  as  corn- 


P 


'the  corresponding  months  of   1919 


followB. 


January  ^'in 

l-Ybruary     5,797,476 


~  "On    the  basis  of  performance   of  the   first  six   months   of 
1918"   said   he    "the   man   hours   actually  worked   in   191 

have    produced   41,020,683   more   shop   miles   than 


ng  iyi3  «uu  ,«6,  he  said,  every  possible  effort  was 
made  to  obtain  additional  men  in  an  effort  to  increase  shop 
°UtPAt  this  point,  reference  having  been  made  bth  it  e 


1920.  1919. 

7,875.389         8,010,0 
7,770,547         6,460,0 

"The  number  of  passengers  for  those  two  months  as  com- 
pared with  the  corresponding  months  in  1919  and  : 

follows:  1921. 

T,,pUn,T  5.109.442 

February  ' '..'.' 4,377,700 


1920.  1919. 

4,802,787         4.230.552 
4,861,980         3,777,594 


"Coincidently  with   this    decline    in    the    railroad   tonnage, 
there   was   a   large   decrease   in   the    import   and   export   traffic. 

tins  pomi,  renji-ciitc  I.-..-B While  no  separate  statistics  for  the  New  York  Central  are  avail- 

to  certain  orders  of  the  Railroad  Administration  during      deral  the  flgureg  Qf  tne  United  gtates  Department  of  Commerce 

control  with  regard  to  shop  work,  Senator  Wolcott  said  he  had      ghow  tha{  tfae  reports  from  tne  United   states  during  January, 
served   a  tendency   to   criticize   the   Railroad   Admmistrat  decreased    $67,323,632,    as    compared    with    January,    1920, 

„,,  ....  u^  ,„  ^  *„„  «ame      and'tnls  decrease  was  in  practically  all  commodities.     The  ton- 
nage of  the  railways  of  the  United   States  during  that  month 

mr   BIIIIUI  Ba.u  ..c  u»v. -  -  decreased  33,624,131  tons.     During  February  the  exports  of  the 

tion    which   he   said   found   a   great  many   difficulties     after  i        United   states   decreased   $155,848,158   as   compared   with   Febru- 
eot  'hold  of  the  child."                                                                                 ary,  1920.     During  March,  1921,  the  exports  of  the  United  States 
"Is  it  your  contention  that  these  war-time  rules  should  be  ,    .,„„„,,„„„   __ /•    mi*v.    A*.,,.-.*    io«>n      T,,    *>,„ 


the  same 


and  that  maybe  the  ran  roads  would  have  had  to 
things  the  Administration  did  if  they  had  been  in  control- 
Mr   Smith  said  he  had  no  desire  to  criticize  tl 


abrogated?"   asked   Senator  Wolcott. 

"They  should  be  changed,"  said  Mr.  bmitn. 


decreased  $432,744,899  as  compared  with  March,  1920.  In  the 
same  periods  the  imports  into  the  United  States  decreased  in 
January  $264,992,710,  in  February  $252,877,183,  and  in  March 


As  a  regional  director  under  the  Railroad  Administration,      $271,934,495,  as  compared  with  the  same  months  in  1920. 


AS    a    regiuimi    UUG^IUI  .  , 

r.  Smith  said  he  objected  to  many  orders  put  out  by  the  Ad 


According  to  these  figures  an  important  cause  for  the  fall- 


mi.    Oil!                                       unj^v.                                                                 -  nil  it1                          AUCU1  Ulllg     IU     Liitac'    iifeui  co    o-ii 

ministration,  but  that  he  had  to  put  them  i  ing  off  in  traffic  was  the  faiiing  Off  in  foreign  business. 

and  that  he  did  not  like  to  do  that  in  time  of  war  i<jt  .g  &  matter  Qf  common  knowledge  that  the  rivers  and 

•I  hold  no  brief  for  the  Railroad  Administration,     i  harbors  upon  the  eastern  coast  are  filled  with  idle  vessels  and  it 

ator  Wolcott,  "but  there  is  a   disposition  prevalent  Js  ft  fact  tnat  whereas  prior  to  January  1,  1921,  it  was  necessary 

everything  on  the  Railroad  Administration.  in   order  to   avoid    congestion   of   terminals   for   the   New   York 

by  the  central  authority  which  were  unwise  from  I  Central  Railroad  to  issue  permits  to  shippers  desiring  to  export 

point  of  view  and  disastrous  to  the  railroads,  I  want  U  freight  so  that  such  freight  would  not  be  brought  to  the  rail- 

whether  the  orders  were  approved  by  railroad  men.  road  termjnais  without  a  certainty  of  bottoms  having  been  se- 

McAdoo  was  not  a  railroad  man,"  interjected  benatc  cured   to  carry  the   freight,  after   that  time  the   permit  system 


"I  haven't  mentioned  Mr.  McAdoo,"  said  Senator  Wolcott. 
"That's  a  gratuitous  offering  from  the  Senator  from  Minnesota. 

"He's  the  man  that  did  it  and  everybody  knows  it,"  said 
Senator  Kellogg. 

"I  don't  know  it."  replied  Senator  Wolcott. 

What  Senator  Wolcott  indicated  he  was  trying  to  develop 
was  whether  practical  railroad  men  in  the  Railroad  Administra- 
tion had  approved  the  orders  to  which  Mr.  Smith  objected. 

Mr.  Smith  said  with  respect  to  wages  the  he  would  have 
preferred  paying  the  railroad  employes  a  bonus  for  their  serv- 
ices during  the  war  and  then  looked  the  situation  over  after 
the  war,  rather  than  the  way  it  was  done. 

Referring  to  criticism  of  repair  work  done  in  outside  shops, 
Mr.  Smith  said  it  was  sufficient  to  say  that  the  costs  of  repair 
work  done  in  the  railroad  shops  included  only  the  cost  of  labor 
and  material,  while  the  costs  in  outside  shops  covered  those 
items  and  overhead.  He  said  the  New  York  Central  had  to  beg 
the  Lima  Locomotive  Works  and  the  Baldwin  shops  to  take 
repair  work,  because  they  did  not  like  to  do  such  work.  Another 
factor  entering  into  the  cost  of  repairs  in  the  outside  shops,  he 
said,  was  that  the  railroads  faced  a  "seller's  market"  and  not 
a  "buyer's  market." 

As  to  locomotives  on  the  New  York  Central  not  being  mod- 
ernized, Mr.  Smith  said  the  road  yielded  to  no  one  on  the  con-" 
dition  of  its  locomotives  and  that  there  was  nothing  of  the 
latest  word  in  engine  construction  that  the  New  York  Central 
had  not  adopted.  He  said  if  there  was  anything  anywhere  that 
would  promote  economies  his  road  would  get  it  if  it  had  the 
money  to  do  so. 

Abolition  of  piece  work  by  the  Railroad  Administration  in 
railroad  shops,  against  which  he  said  he  protested  at  the  time 
the  order  was  issued,  was  discussed  by  Mr.  Smith.  He  made  the 
point  that  under  the  piece  work  basis  of  pay  the  men  were 
paid  for  what  they  did  but  that  under  the  hourly  or  daily  basis 
of  pay  there  was  no  incentive  for  the  men  to  hurry.  He  re- 
ferred to  that  phase  of  the  railroad  labor  situation  to  show  one 
of  the  reasons  for  increased  cost  of  operation  and  decreased 
efficiency  of  labor  in  1920. 

In  the  transportation  department  of  the  New  York  Central 
he  said  the  average  revenue  per  ton  mile  in  1920  over  1917  in- 
creased 54  per  cent.  The  average  monthly  pay  of  all  employes 
increased  86  per  cent,  and  the  relative  efficiency  of  employes  in 
producing  revenue  ton  miles  decreased  10  per  cent.  That  is  to 
say,  he  said,  it  took  10  per  cent  more  men  in  1920  to  do  the 
same  amount  of  work. 

Taking  up  the  reasons  which  induced  the  diminished  volume 
of  traffic  In  the  latter  part  of  1920  and  the  first  two  months  of 
1921  and  the  influence  of  the  Increased  freight  and  passenger 
rates  prevailing  during  that  period,  Mr.  Smith  said  the  volume 
of  traffic  upon  the  New  York  Central  during  the  latter  part  of 


was  abolished  because  so  many  more  ships  were  offered  than 
there  was  freight  to  carry. 

"Other  important  causes  of  a  decline  in  business  had  been 
in  effect  from  a  period  antedating  the  rate  advance  of  August, 
1920.  The  Bank  of  England  discount  rate  which  was  raised  from 
5  to  6  per  cent  in  November,  1919,  was  further  advanced  on 
April  15,  1920,  to  7  per  cent. 

"The  discount  rates  of  the  federal  reserve  banks  were 
sharply  raised  in  February,  1920,  becoming  6  per  cent  on  agri- 
cultural and  live  stock  paper,  and  except  in  the  Minneapolis 
district,  6  per  cent  on  trade  acceptances.  These  rates  were 
further  advanced  at  various  times  throughout  the  year  1920. 
Although  the  advances  were  not  uniform  in  all  districts,  the 
Boston,  New  York  and  Chicago  rate  was  raised  in  January, 
1920,  to  7  per  cent  on  trade  acceptances,  agricultural  and  live 
stock  paper.  In  October,  1920,  the  Minneapolis  rate  was  raised 
to  6  Vi  per  cent  on  trade  acceptances,  and  to  7  per  cent  on  agri- 
cultural and  live  stock  paper.  In  December,  1920,  the  Atlanta 
bank  raised  the  rate  on  trade  acceptances,  agricultural  and  live 
stock  paper  to  7  per  cent. 

"These  high  discount  rates  obviously  tended  to  curtail  busi- 
ness. Another  cause  was  the  propaganda  against  purchasing  at 
high  prices  which  spread  through  the  country  in  the  spring  and 
summer  of  1920,  which  led  to  a  marked  reduction  in  the  pur- 
chases of  commodities  generally.  It  was  well  understood  that 
the  period  of  war  inflation  would  have  to  be  followed  by  a  period 
of  deflation.  The  general  causes  producing  this  deflation  were 
in  effect  and  were  manifesting  themselves  prior  to  the  rate  in- 
crease of  August,  1920,  and  it  is  not  believed  that  this  increase 
had  any  decided  bearing  upon  the  falling  off  in  business,  which 
became  apparent  in  January,  1921. 

"The  efficiency  of  a  railroad  depends  upon  its  men,  prin- 
cipally. It  is  estimated  that  95  per  cent  of  railroading  is  human; 
it  Is  a  business  of  moving  things;  it  is  a  live  thing.  At  the 
close  of  government  control  labor  naturally  desired  to  have 
rules  and  regulations  set  for  their  best  interests  for  the  future, 
and  the  corporations  inherited  what  was  awarded  them.  They 
are  no  different  in  this  desire  than  labor  in  other  endeavors. 
These  men  engaged  in  this  special  endeavor  of  handling  trans- 
portation on  which  our  country  depends  so  greatly  should  re- 
ceive an  adequate  wage.  After  compensation  comes  results — 
that  is,  what  shall  labor  do  for  what  it  receives — and  that  is 
in  a  measure  where  our  difficulties  have  been.  It  is  a  matter 
between  management  and  labor — to  be  decided  on  its  merits— 
and  will  no  doubt  now  be  taken  care  of  as  the  United  States 
Labor  Board  has  decided  the  National  Agreements  are  to  be 
cancelled  on  July  1. 

"From  the  foregoing  statements  and  figures  the  following 
facts  are  stated  and  conclusions  are  drawn: 

"For  the  year  ending  December  31,  1920,  revenues  increased 
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It  ,  per  cent  over  1919.    For  the  year  ending  December  31.  1920. 
operating  expenses  increased  40.8  per  cent  over  1919. 

"For  tin-  last  four  months  of  1920  freight  revenues  Increased 
40.1  per  cent  over  the  corresponding  months  of  1919  and  all 
revenues  increased  29  per  cent  ever  the  corresponding  months. 

"For   the   same   four   months  operating   expenses   Increased 

i  over  1!)19,  43  per  cent.  For  the  eight  months  from  May  1, 
iliirin:.',  which  the  increased  wage  order  of  the  Labor  Board  was 
In  effect,  operating  expenses  increased  66.4  per  cent.  Of  this 
increase  37.7  per  cent  is  represented  by  labor.  The  remainder 
is  accounted  for  by  the  Increased  cost  of  material  and  supplies. 

"Neither  traffic  nor  earnings  decreased  during  1920.  The 
diminished  traffic  in  1921  was  caused  by  the  general  business 

ession.  That  depression  was  not  caused  by  increases  in 
freight  rates.  Other  causes  sufficiently  powerful  to  cause  the 
depression  were  operative  before  the  increase  in  freight  rates 
was  made. 

"The  railroad  management,  hampered  by  the  necessity  of 
undertaking  the  operation  of  the  property  burdened  with  the 
large  advances  in  expenses,  with  undermaintenance  of  way  and 
equipment,  and  further  burdened  with  the  additional  increase  of 
expenses  by  reason  of  the  orders  of  the  Labor  Board,  moved  all 
the  tonnage  that  was  offered  during  1920,  and  endeavored  to 
make  substantial  progress  toward  restoring  the  property  to  the 
standard  which  the  best  judgment  considered  necessary  to  enable 
it  to  do  properly  and  safely  the  business  of  the  public. 

"The  enormous  increases  in  operating  expenses  have  been 
in  the  main  due  to  the  great  war.  War  necessities  broke  through 
;iml  largely  destroyed  normal  conditions  in  the  industrial  world. 
The  materials  of  war  had  to  be  supplied  at  any  cost  of  labor 
anil  material.  This  situation  had  to  be  met  in  the  railroad  world, 
and  it  was  met.  This  statement  does  not  attempt  any  appor- 
tionment of  the  responsibility.  The  war  ended,  but  normal  con- 
ditions could  not  at  once  be  restored.  That  restoration  can  only 
come  through  time  and  patient  effort,  but  pre-war  or  normal 
conditions  and  a  normal  cost  of  living  can  only  be  restored  by 
general  reduction  in  the  cost  of  both  labor  and  material." 

A  formal  request  from  Messrs.  Stone,  Carter,  Sheppard  and 
Lee,  the  heads  of  the  four  big  railroad  brotherhoods,  for  an 
opportunity  to  be  heard  in  the  railroad  inquiry  was  read  by 
Senator  Cummins,  May  23.  The  chairman  said  the  brotherhood 
leaders  would  be  heard  by  the  committee  but  that  the  time 
could  not  be  fixed  then.  An  opportunity  will  probably  be 
granted  later  on  in  the  course  of  the  hearing,  he  said,  and  the 
inquiry  would  not  be  concluded  until  all  the  material  facts  have 
been  developed. 

President  Smith,  of  the  New  York  Central,  concluded  his 
testimony  and  was  followed  by  Howard  Elliott,  chairman  of 
the  Northern  Pacific.  Mr.  Smith  said  he.  wished  to  correct  the 
impression  that  had  gone  out  with  respect  to  his  testimony 
relative  to  payments  of  wages  to  employes  for  service  performed 
during  federal  control.  These  "overlap  items,"  as  they  are 
called,  he  said,  were  being  paid  by  the  Director  General  to  the 
railroads  which  had  paid  the  employes  for  the  services  in- 
volved. Senator  Cummins  said  he  had  received  a  letter  from 
the  Director  General  on  that  point,  and  that  the  latter  had  stated 
the  Administration  had=.  always  had  sufficient  funds  to  make 
good  the  payments  made  by  the  railroads  for  labor  during  federal 
control. 

W.  C.  Wishart,  controller  of  the  New  York  Central  was 
put  on  the  stand  to  explain  that  under  the  accounting  rules  of 
the  Commission  the  payments  thus  made  by  the  railroads  were 
charged  in  the  1920  operating  expenses.  He  said  they  could 
not  be  charged  to  the  1919  expenses  because  those  accounts 
had  been  closed.  Senator  Cummins  said  there  were,  therefore, 
in  the  1920  expenses,  expense  items  which  did  not  in  fact  be- 
long there  as  reflecting  operating  costs  in  that  year.  Mr.  Wish- 
art  was  requested  to  submit  a  statement  showing  just  how  much 
was  charged  to  1920  expenses  due  to  the  payments  by  that 
road  for  services  performed  in  1919.  Mr.  Wishart  explained  that 
while  the  expenditures  under  discussion  were  charged  to  1920 
expenses  they  were  stated  separately. 

Continuing  his  testimony,  Mr.  Smith  said  undoubtedly  some 
freight  rates  were  too  high,  and  that  there  must  be  readjust- 
ments. He  reverted  to  his  previous  declaration  that  some  way 
must  be  found  to  separate  charges  for  terminal  service  from 
the  line  haul  service  by  saying  that  freight  could  not  be  loaded 
on  ground  worth  $100  an  acre  and  unloaded  on  ground  worth 
$100,000  an  acre  and  base  the  total  charge  on  the  distance  the 
freight  is  hauled.  He  said  it  was  not  a  question  of  finding  out 
what  the  traffic  would  bear,  that  the  traffic  has  to  bear  the  cost 
of  the  transportation  machine,  but  that  the  question  was  to  ap- 
portion the  cost  equitably.  This,  he  believed,  had  not  yet  been 
done.  There  must  be  co-ordination  with  the  motor  truck  busi- 
ness, he  said,  and  no  doubt  consolidation  of  the  railroads  en- 
tc  red  into  the  solution  of  the  railroad  problem.  He  said  the 
question  of  consolidation  was  one  requiring  high  mechanical 
skill. 

"I  have  heard  it  alleged  that  the  expenses  for  supervision 
were  too  high  in  1920,"  said  Senator  Cummins. 

Mr.  Smith  said  the  cost  of  supervision  went  up  because 
"vnn  rnn't  nav  the  caotain  less  than  the  private." 


"An  a  matter  of  fact,  that  wan  done,"  Raid  Senator  Poms- 
i  MM, 

The  wilnrHH  nald  there  had  brpn  unmet  Instance  of  that. 
He  said  the  cost  of  supcrvlnlon  relatively  wan  very  small.  ' 
cause  for  the  increase  In  the  cost  of  supervision  was  thf  aboli- 
tion of  piece  work,  he  Bald,  pointing  out  that  when  mfn  work 
on  the  piece  bnnln  they  do  not  require  the  watching  they  do 
when  they  are  working  on  the  hourly  bantu. 

Senator  Cummins  requested  that  there  be  prepared  for  the 
committee  statistics  allowing  the  revenues,  expense*  and  net 
income  for  each  month  in  each  year  beginning  March  1,  I 
through  to  March  1,  1921.  He  culd  he  wished  thnt  Information 
in  connection  with  charges  that  the  railroads  had  been  extrav- 
agant In  the  six  months'  guaranty  period  following  federal  con- 
trol. 

In  closing  his  testimony,  Mr.  Smith  reiterated  that  the  rail- 
roads were  entitled  to  liberal  treatment.  He  said  he  was  speak- 
ing of  the  whole  transportation  machine.  He  did  not  question, 
he  said,  the  increases  In  wages  during  the  war,  but  he  said  a 
time  had  been  reached  now  where  there  must  be  a  readjust- 
ment if  the  railroads  were  to  go  on. 

"The  railroads  are  In  a  bad  way  now,"  said  he.  "It  Isn't 
pleasant  for  railroad  officials  to  come  down  here  crying  por- 
erty.  I  think  the  history  of  the  whole  railroad  situation  shows 
that  the  railroads  have  not  had  a  sufficient  amount  of  income 
to  carry  them  along.  We  ought  to  take  some  very  early  steps 
in  one  way  or  other  to  aid  them." 

Mr.  Smith  expressed  the  belief  that  nothing  could  stop  the 
revival  of  business,  and  that  the  roads  should  be  made  ready 
to  meet  that  revival,  but  that  they  did  not  have  the  money  to 
get  ready.  He  said  the  railroad  officials  would  be  down  in 
Washington  again  soon  because  they  will  not  be  able  to  handle 
the  business  of  the  country.  He  said  he  would  like  to  aee  the 
time  when  the  railroads  could  go  ahead  and  do  what  was  neces- 
sary to  improve  the  transportation  machine,  but  that  all  he 
could  do  was  to  follow  the  chart  laid  down  for  him. 

"I  wish  I  had  more  latitude  to  meet  conditions  as  they 
come  up,"  said  he.  "We  are  now  told  what  we  shall  charge 
for  what  we  sell  and  then  what  we  shall  pay  for  the  largest 
item  of  cost." 

He  expressed  the  wish  that  the  Interstate  Commerce  Com- 
mission might  be  in  a  position  "to  go  along  with  us,"  and  as- 
sume some  of  the  responsibility  In  making  experiments  with  the 
view  of  improving  the  railroads. 

Discussing  the  Labor  Board,  he  said  he  was  never  able  to 
see  why  there  should  be  advocates  on  the  bench,  referring  to 
railroad  management  and  employe  representation  on  the  board. 
In  response  to  questions  by  Senator  Stanley,  he  said  that  the 
management  and  employe  representatives  must  be  prejudiced 
because  of  their  previous  experience.  Senator  Pomerene  pointed 
out  that  while  there  were  three  men  on  the  board  representing 
the  public,  no  witnesses  had  been  called  in  behalf  of  the  pub- 
lic. The  senator  asked  whether  he  would  think  it  wise  to  have 
the  representatives  of  the  Interstate  Commerce  Commission  ap- 
pear before  the  board  in  wage  hearings  and  give  their  views  as 
to  the  wisdom  of  increasing  rates  at  a  given  time  to  meet  wage 
increases.  Mr.  Smith  believed  that  would  be  a  good  thing. 

Answering  a  question  by  Senator  Stanley  referring  to  rates 
in  the  past,  Mr.  Smith  said  that  with  the  high  cost  factor  of 
today  no  railroad  could  go  very  long  in  doing  business  at  less 
than  cost.  He  again  expressed  the  belief  that  consolidations 
would  help  the  railroads,  "providing  they  are  put  together  as 
they  should  be."  He  .believed  there  should  be  some  way  of 
trying  out  schemes  of  consolidations.  Telling  the  committee  he 
ran  a  farm,  Mr.  Smith  said  it  was  apparent  in  certain  instances 
that  rates  are  out  of  balance.  He  said  the  cost  of  distribution 
was  too  high,  and  that  it  was  not  all  in  the  freight  rates.  He 
said  he  would  like  to  have  the  opportunity  of  putting  rates  into 
effect  on  3  or  5  days'  notice.  He  remarked  that  rates  could 
be  cut  out,  but  that  it  was  difficult  to  get  them  up  again. 

Referring  to  the  Labor  Board  again,  he  said  he  believed 
there  should  be  a  tribunal— a  Court  of  Appeal— to  which  the 
differences  between  the  railroads  and  the  employes  could  be 
submitted  in  order  to  prevent  interruption  of  the  transporta- 
tion service. 

"Is  it  your  opinion  that  this  court  should  be  composed  of 
men  having  no  direct  Interest  in  the  business  of  transportation 
or  in  labor?"  asked  Senator  Stanley. 

"Naturally,  to  be  fair  Judges  they  would  have  to  be  that," 
replied  Mr.  Smith. 

In  reply  to  other  questions  he  said  he  did  not  regard  com- 
pulsory arbitration  as  feasible.  In  order  to  have  a  successful 
transportation  machine,  he  said,  there  must  be  willing  followers, 
referring  to  the  employes,  and  also  willing  investors.  He  said 
the  lack  of  willing  investors  was  one  of  the  troubles  with  the 
railroad  situation  now. 

Mr.  Elliott  said  final  judgment  on  the  transportation  act 
could  not  be  given  now  as  that  would  be  like  Judging  some 
great  manufacturing  plant  before  it  had  been  furnished  the  raw 
material  to  be  used. 

"The  transportation  act,"  said  he,  "was  to  apply  to  some- 
thing like  normal  conditions  and  was  not  intended  to  be  a 
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•cure-all'  for  a  world-wide  depression  of  unexpected  severity  in 
all  kinds  of  business. 

"The  act  did  not  undertake  to  create  commerce;  its  object 
wa»  to  insure  to  the  public  adequate  means  of  transportation 
and  to  this  end  secure  the  safety  of  securities  of  sound  rail- 
roads, which  securities  are  held  so  widely  by  individuals,  sav- 
ings banks  and  insurance  companies;  to  protect  the  existing 
transportation  machine  and  to  encourage  its  development  to 
meet  the  needs  of  the  country;  to  regulate  the  transportation 
of  commerce  by  railroads  in  such  a  way  that  those  engaged  in 
that  business,  either  owners  or  employes,  should,  if  possible, 
have  a  fair  return  for  services  rendered  to  the  public." 

Referring  to  the  rate-making  section,  he  said  if  the  "policy 
of  extreme  regulation  of  the  railroads  by  the  government  is  to 
continue,  as  against  the  policy  of  greater  freedom  for  private 
initiative  and  management,  then  this  particular  provision  of 
the  act  is  of  great  importance." 

"The  transportation  act  and  the  principles  and  rules  con- 
tained therein  are  not  responsible  for  the  present  unfortunate 
disappearance  of  railroad  net  earnings,"  said  he. 

Mr.  Elliott  said  if  the  Commission  and  the  Labor  Board 
should  find  that  the  questions  submitted  to  them  were  so  num- 
erous that  they  were  unable  to  act  promptly  and  decisively, 
there  would  then,  no  matter  how  good  the  fundamental  principles 
might  be,  be  danger  that  the  full  benefit  of  the  law  would  not 
be  obtained.  He  said  it  was  the  earnest  desire  of  railroad  off- 
cers  to  co-operate  In  making  the  law  a  success  and  that  much 
had  been  done  in  that  direction.  He  said  capital  would  be  re- 
quired to  promote  further  economies,  but  that  there  was  no 
lack  of  interest  or  effort  to  obtain  better  results  each  month 
and  each  year. 

"A  railroad  is  a  complicated  and  delicately  adjusted  manu- 
facturing plant  and  its  product  is  transportation,  manufactured 
daily  and  in  countless  forms,  and  under  widely  varying  con- 
ditions," said  he.  "Its  product,  however,  must  be  used  as  pro- 
duced; it  cannot  be  stored  up  for  the  future.  Other  people 
are  manufacturing  other  commodities;  generally  they  can  raise 
their  prices  in  prosperous  times  and  can  store  their  products 
in  poor  times  for  future  delivery,  or  close  their  plants  entirely; 
the  railroad  has  not  been  allowed  to  raise  its  prices  to  the  ex- 
tent that  the  manufacturers  and  producers  have  and  it  has 
nothing  accumulated  from  the  large  business  of  the  past  few 
years  to  care  for  the  present  period,  and  it  cannot  close  down 
Its  plant. 

"It  is  self-evident  that  the  railroad,  manufacturing  trans- 
portation, cannot,  on  a  falling  business,  long  continue  to  be  a 
solvent  enterprise,  if  it  cannot,  as  other  manufacturers  do,  have 
some  control  of  its  income  and  outgo  and  pay  wages  substan- 
tially on  the  same  basis  as  may  be  paid  by  other  employers  in 
similar  territory.  This  is  not  the  case  to-day  and  the  inability 
of  the  railroad  to  adjust  promptly  its  costs  to  meet  depressed 
business  conditions  is  the  chief  cause  of  the  present  situation." 

Mr.  Elliott  then  submitted  statistical  data  to  show  the  situ- 
ation on  the  Northern  Pacific  as  to  the  increase  in  operating 
expenses  and  the  decrease  in  revenues.  He  said  in  the  last 
twenty  years  that  road  had  spent  about  $430,000,000  on  addi- 
tions, improvements,  betterments,  equipment  and  new  lines,  so 
as  to  make  a  better  transportation  machine  for  the  develop- 
ment of  the  country,  service  to  the  people  and  better  working 
conditions  for  employes.  He  showed  that  in  the  three  years  end- 
ing June  30,  1914,  the  net  railway  operating  income  was  $24  - 
667,774.81;  in  the  three  years  ending  June  30,  1917  $30196- 
329.98;  in  1919,  $15,104,113.74,  and  in  1920,  $6,737,14787  'The 
operating  ratio  in  the  first  period  was  61.36;  in  the  second 
55.56;  in  1919.  77.53,  and  in  1920,  90.26. 

He  showed  that  the  income  balance  after  the  payment  of 
interest  and  7  per  cent  dividends  was  as  follows-  In  the  first 
three-year  period,  $3,097,689.17;  in  the  second  three-year  period 
$6.854,944.36;  in  1919,  a  deficit  of  $6,597,407.53,  and  in  1920  a 
deficit  of  $15,741,260. 

The  figures  showed,  he  said,  that  the  efforts  of  the  com- 
>any  to  improve  operating  methods  resulted  in  a  reduction  of 
the  operating  ratio  In  the  second  or  test  period  to  55  56  per 
for  all  expenses,  but  that  under  government  wages  and 
methods  of  operation  the  ratio  was  increased  to  77  53  per  cent 
in  1919  and  to  90.26  per  cent  in  1920.  The  great  increase  in 
operating  expenses,  he  said  it  had  already  been  shown  was 
beyond  the  control  of  the  railroad  operating  officers 

In  support  of  his  belief  that  freight  rates  have  not  been  an 
Important  factor  In  checking  business,  Mr.  Elliott  read  a  letter 
to  the  committee,  May  24,  received  by  him  from  an  official  of 
the  Northern  Pacific. 

"With  reference  to  your  Inquiry  as  to  the  extent  to  which 

the  increased  rates  on  lumber  or  other  products  in  this 

V£!7  »aue  C1hefked  business,"  the  official  wrote,  "I  can  truly 

say  that  It  has  had  little,  if  any,  appreciable  effect  in  that  direc- 

and  this  opinion  is  almost  daily  confirmed  in  discussion 

with  various  Interested  shippers  of  different  commodites 

forest  products,  for  instance:    The  reductions  in  sell- 

during  last  year  amounted  to  more  than  the  entire 

•  Mfwouri  River  territory,  notwithstanding  which 

i  decreased  movement.    A  year  ago  the  ocean  rate  from 


Puget  Sound  to  the  Orient  was  $45  per  M.  Today  it  is  $10,  but 
notwithstanding  the  heavy  reduction  in  the  ocean  rate,  together 
with  very  much  lower  prices  for  lumber,  it-  has  not  stimulated 
the  demand  or  increased  the  movement,  indicating  conclusively 
that  there  are  other  and  more  controlling  factors  determining 
the  present  situation.  This  is  also  true  of  many  other  commodi- 
ties. 

"The  public  generally  are  not  yet  satisfied  to  buy.  Readjust- 
ment is  necessarily  a  slow  process,  and  out  in  this  territory  at 
least,  retailers  are  still  endeavoring  to  hold  up  their  prices 
until  they  can  dispose  of  their  high-priced  stocks.  However,  I 
believe  the  situation  is  gradually  improving.  Generally  speak- 
ing, we  never  had  at  this  season  of  the  year  any  better  prospects 
for  good  crops  of  farm  products  of  all  kinds,  and  a  very  import- 
ant feature  of  the  situation  in  this  respect  is  that  they  will  pro- 
duce such  crops  at  a  very  much  reduced  cost. 

"For  instance,  in  the  Yakima  Valley  there  is  a  surplus  of 
labor  at  $40  a  month,  while  the  prevailing  rate  last  year  was 
$75  per  month.  In  addition  to  this  the  farmers  themselves  are 
doing  more  work,  and  the  same  situation  extends  to  all  districts. 
This  is  a  hopeful  indication,  because  banks  and  business  con- 
cerns were  compelled  to  carry  over  a  good  many  farmers'  and 
fruit  growers'  accounts  from  last  year.  The  situation  as  a  whole 
should  show  a  very  material  improvement  after  good  crops  are 
assured." 

Mr.  Elliott  referred  briefly  to  the  effect  of  Panama  Canal 
competition,  saying  it  had  deprived  the  transcontinental  lines 
of  traffic  to  a  certain  extent. 

The  witness  submitted  further  detailed  statistics  showing 
conditions  on  the  Northern  Pacific  in  1920  as  compared  with 
1919  and  the  test  period.  He  showed  that  the  net  ton  miles  per 
road  mile  averaged  1,218,310  in  the  test  period,  1,310,924  in  1919, 
and  1,364,961  in  1920;  that  the  average  miles  per  freight  car  per 
day  was  26.6  in  the  test  period,  27.5  in  1919  and  32.9  in  1920. 
The  net  ton  miles  per  car  day  averaged  461  in  the  test  period 
522  in  1919  and  633.7  in  1920.  The  statistics  disclosed,  he  said, 
that  the  amount  of  tonnage  over  each  mile  of  track,  the  loadings 
of  engines  and  cars,  and  the  movement  per  day  of  cars  were  bet- 
ter in  1920  than  in  1919,  or  than  in  the  test  period,  clearly  show- 
ing that  if  wages,  working  rules  and  prices  of  coal  and  other 
materials  necessary  to  carry  on  the  business  had  been  on  the 
same  bases  as  in  the  test  period,  the  costs  would  have  been 
lower  in  1920  than  in  the  test  period. 

Mr.  Elliott  showed  that  in  the  month  of  February  in  the  test 
period  the  Northern  Pacific  had  an  average  net  railway  operat- 
ing income  of  $1,567,849.80;  in  February,  1920,  $988,830.77  and  in 
February,  1921,  a  deficit  of  $690,581.23.  In  the  month  of  October 
in  the  test  period  the  road  had  a  net  of  $3,190,297-  in  October 
1919,  $2,201,568.36,  and  in  October,  1920,  $2,613,644. 

"All  operating  expenses  in  the  test  period  took  63.6  per  cent 
(of  operating  revenues)  and  this  figure  increased  to  82  16  per 
cent  in  1920  and  to  102.24  per  cent  in  1921,  when  the  entire  effect 
was  felt  of  the  unfortunate  rules  and  agreements,  and  the  very 
larse  increases  in  wages  made  by  governmental  authorities,"  said 
Mr.  Elliott.  "These  figures  show  in  a  striking  manner  that  forces 
beyond  control  of  the  owners  of  the  property  have  absorbed  a 
constantly  increasing  proportion  of  the  total  operating  revenues  " 

Mr.  Elliott  said  the  average  number  of  tons  of  freight  moved 

by  the  Northern  Pacific  one  mile  in  February  for  the  four  years 

917  to  1920,  inclusive,  was  602,796,000,  and  in  February    1921 

there  was  handled  only  311,300,000,  about  52   per  cent   of   the 


. 

A  chart  was  submitted  by  the  witness  showing  how  the 
dollar  of  income  has  been  divided.  He  said  some  of  the  striking 
features  of  the  diagram  were: 

"32.68  of  all  income  paid  direct  to  labor  in  1917-  4227  per 
cent^in  1919  and  48.24  per  cent  in  1920. 

"22.34  per  cent  of  all  income  paid  for  fuel,  materials  and 

fq'iS7e  97nr7°US  expenses   (most  of  the  cost  of  which  is  labor)  in 
917,  27.57  per  cent  m  1919  and  32.48  per  cent  in  1920 

*  .  P.f.r,nent  of  a11  income  Paid  for  interest  in  1917;  10.80 
per  cent  in  1919,  and  9.70  per  cent  in  1920. 

4.90  per  cent  of  total  income  available  for  additions  to  the 
property  and  payments  to  stockholders  in  1917;  9.55  per  cent 
m  1919  and  only  1.29  per  cent  in  1920. 

"The  change  in  the  relation  between  the  proportion  of  total 
income  going  to  the  payroll  and  for  the  property  and  its  share- 
ders  is  shown  in  the  diagram,  and  even  more  striking  are  the 
figures: 


provements  and  dividends    .?f.!™~  24,117,050      10.762,593        1,618,741 

$55,775,252     $58,379,031     $61,970,368 

The  relation  of  the  payroll  to  total  operating  revenues  was: 


1917 
1919 
1920 


Percent  of  payroll 

to  total  operating  revenues 

35.89 

46.94 

53.96 

was  obfa    Ipd'frnL'1100?16  ?f  the  comPanv  in  "20,  10.6  per  cent 

rnmp  1  ,     *  \         ?*  pr°Pertv  owned  and  from  non-operat- 

mg  income  derived  from  investments  representing  savings  of  the 
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past  twenty  years,  and  it  took  9.7  per  cent  of  the  total  Income 
in  pay  interest.  If,  therefore,  these  two  sources  of  Income  had 

not  1 n  available,  there  would  not  IHIVP  been  enough  derived 

n-uiii  Hie  operation  of  the  property  (without  the  government 
mty)  to  pay  the  fixed  charges  on  the  property. 

"The  diagram  visualizes  very  clearly  what  the  disturbance 
in  methods  of  management,  the  Increase  in  wages,  the  Increase 
in  t lie  prices  for  material,  extreme  governmental  Interference, 
and  the  HI  neral  unsettling  influence  of  the  war  on  the  morale 
ami  elliriency  of  working  forces  have  done  to  the  earning  power 
ot  a  good  railroad  with  a  long  history  of  satisfactory  service 
to  its  territory,  and  reasonable  returns  to  its  owners,  due  to 
ea refnl  management  and  good  and  loyal  employes." 

Statements  were  also  submitted  showing  various  units  meas- 
uring the  operation  of  the  Northern  Pacific  for  the  test  period, 
1918  and  1919,  and  1920.  Mr.  Elliott  said  the  statements  showed 
that  the  physical  use  and  operating  performance  of  the  railroad 
in  1920  was  equal  to,  and  in  many  Items  better  than,  the  test 
period,  and  that  the  same  was  true  compared  with  1919. 

"This  shows  clearly,"  said  he,  "that  good  use  was  made  of 
every  part  of  the  plant,  as  already  explained  in  the  figures  for 
density  of  traffic,  car  loading  and  movement,  and  train  loading, 
and  indicate  that  the  increases  in  expense  do  not  come  from 
mismanagement,  but  from  higher  costs  for  fuel  and  materials, 
increases  in  wages,  and  the  disturbing  influences  generally  of 
the  war  affecting,  as  they  did,  the  morale  and  general  effective- 
ness of  large  bodies  of  men  in  all  walks  of  life." 

He  showed  that  the  total  expense  per  mile  of  road  was 
$6,408.61  in  the  test  period,  $11,934.71  In  1919  and  $15,178.04  in 
1920.  Operating  revenue  per  train  mile  amounted  to  $3.54  in 
the  test  period,  $4.79  in  1919,  and  $5.11  in  1920;  operating  ex- 
pense per  train  mile  amounted  to  $1.97  in  the  test  period,  $3.71 
in  1919,  and  $4.61  in  1920.  The  net  operating  revenue  per  train 
mile  was  $1.57  in  the  test  period,  $1.08  in  1919  and  50  cents 
in  1920. 

Another  statement  was  submitted  by  Mr.  Elliott  showing 
the  hours  of  labor  and  the  pay  therefor  for  maintenance  of  equip- 
ment to  show  the  effect  of  the  increase  in  wages  and  costs  of 
material.  During  the  test  period  the  average  cost  of  labor  was 
29.99  cents  per  hour;  in  1919,  64.70  cents  and  in  1920,  75.83 
cents.  There  was  an  increase  of  31.33  per  cent  in  the  hours  of 
labor  in  1920  over  the  test  period;  an  increase  in  the  total  cost 
of  labor  of  232.49  per  cent  and  an  increase  in  the  hourly  rate 
of  153.18  per  cent.  The  changes  in  the  prices  of  materials  needed 
for  repairs  to  equipment,  Mr.  Elliott  said,  are  shown  by  the  com- 
parisons following:  In  the  test  period  the  total  cost  was  $1,710,- 
739.49;  in  1919,  $3,009,367.85,  and  in  the  year  ended  February 
28,  1921,  $3,374,754.33. 

Mr.  Elliott  said  there  were  too  many  bad  order  cars  now 
for  the  future  good  of  the  business.  For  the  country  as  a  whole, 
he  said,  the  percentage  of  bad  order  cars  was  now  13.5  per  cent, 
and  on  the  Northern  Pacific,  13.8  per  cent,  whereas  the  normal 
limit  of  the  percentage  of  bad  order  cars  should  be  around  5  per 
cent.  He  said  the  figures  meant  that  for  the  country  as  a  whole 
there  were  now  about  200,000  more  bad  order  cars  than  there 
should  be.  He  estimated  that  it  would  cost  on  an  average  of 
$400  per  car  to  put  the  bad  order  cars  in  good  shape.  In  the 
test  period,  he  said,  the  daily  average  of  bad  order  cars  on  the 
line  of  the  Northern  Pacific  was  1,600  cars;  in  1919,  2,142  cars, 
and  in  1920,  3,802  cars.  Freight  car  repairs  on  that  road,  he 
said,  cost  $2,987,697  in  the  test  period;  $8,619,390  in  1919,  and 
$12,140,554  in  1920.  In  the  test  period  an  average  of  737,816  cars 
were  repaired  annually;  in  1919,  745,598,  and  in  1920,  886,946. 
The  average  amount  spent  on  each  car  owned  by  the  Northern 
Pacific  in  repairs  was  $62.43  in  the  test  period;  $173.32  in  1919, 
and  $247.39  in  1920. 

Discussing  performance  of  locomotovies  and  fuel  costs,  Mr. 
Elliott  made  comparisons  for  the  month  of  February.  He  said 
there  had  been  some  increase  in  the  efficiency  of  the  individual 
man  since  the  termination  of  federal  control,  so  that  that  effi- 
ciency was  somewhat  better  than  in  February,  1920,  but  yet  not 
quite  as  good  as  it  was  during  the  test  period.  T,he  average 
number  of  Northern  Pacific  engines  in  shops  for  heavy  repairs 
was  106  in  February  in  the  test  period,  he  said,  111  in  February, 
1920,  and  142  in  February,  1921.  The  amount  expended  for 
repairs  was  $215.331  in  the  test  period;  $562,358  In  February, 
1920,  and  $404,057  in  February,  1921.  He  said  the  reduced 
amount  in  February,  1921,  was  due  to  curtailment  of  repair  ex- 
penses made  necessary  to  keep  down  operating  costs.  The  cost 
per  ton  of  coal  in  the  test  period  February  was  $2.60;  in  1919, 
$4.12,  and  in  1920,  $4.69. 

Mr.  Elliott  said  he  gave  the  figures  to  show  that  the  Increase 
in  locomotive  costs  in  1921  has  not  been  due  to  poor  manage- 
ment or  the  inability  of  the  locomotives  to  handle  the  business, 
but  was  due  to  the  higher  cost  of  fuel  and  materials,  changes 
in  working  rules  and  conditions  and  to  increased  wages.  Fuel 
consumed  by  Northern  Pacific  locomotives  in  revenue  service 
in  1919  cost  $9,706,750,  as  against  $11,886,109  in  1920,  the  ton- 
nage in  1919  being  2,353,355  and  in  1920,  2,532,943. 

"In  1917,  the  average  number  of  officers  and  employes  man- 
aging, maintaining  and  operating  the  road  was  31,887;  they 


worked   1,312,420  days,  and   91,710,810  hours  and   received   135. 
877,879."  said  he. 

"In  1919,  there  were  employed  33,700  officer*  and  employe*, 
who  worked  1.286.092  days  and  80,886.675  hours,  the  compensa- 
tion amount  IIIK  to  $52,60.'. 

"In  1920,  the  average  number  of  officer*  and  emlpoycN  was 
35,553,  working  1.371,933  days  and  86.058,373  hours,  receiving 
therefor  $66,503,794 ;  on  the  basis  of  the  wages  fixed  by  the 
Labor  Board  and  applied  to  the  entire  year,  1920,  their  compensa- 
tion would  have  been  $69,975,740,  very  nearly  double  the  amount 
of  money  for  a  smaller  amount  of  time  worked  than  In  1917." 

Mr.  Elliott  submitted  a  number  of  Illustrations  prepared  by 
an  official  of  the  New  Haven  to  show  the  effect  of  the  rules 
made  effective  by  the  Railroad  Administration  as  to  working 
conditions.  He  said  one  car  Inspector  who  had  received  $3.69 
a  day  in  1917  received  $15.60  a  day  under  the  revised  rules.  A 
crew  on  a  branch  line  In  1915  received  a  total  dally  compensa- 
tion of  $26.99,  he  said,  and  now  It  receives  $68.33. 

The  recent  Joint  issue  of  the  Northern  Pacific  and  Great 
Northern  bonds  was  discussed  by  Mr.  Elliott  in  reply  to  ques- 
tions by  members  of  the  committee.  He  said  the  two  companies 
expected  to  meet  the  Interest  on  the  issue  from  divSdnds  on  their 
C.  B.  &  Q.  stock,  and  remarked  that  it  had  been  estimated  that 
by  the  plan  originally  proposed  to  meet  the  maturity  July  1  of 
the  Burlington  bonds,  a  saving  of  from  $2,500,000  to  $3,000,000 
in  interest  annually  might  have  been  made.  He  said  the  disap- 
proval by  the  Commission  of  the  original  plan  illustrated  how 
regulation  Impinged  on  private  management.  He  disavowed, 
however,  any  criticism  of  that  part  of  the  transportation  act 
giving  the  Commission  the  power  to  regulate  the  issuance  of 
railroad  securities. 

Discussing  the  results  obtained  under  the  rate  Increases 
authorized  by  the  Commission  in  Ex  Parte  74,  Mr.  Elliott,  con- 
tinuing his  testimony,  May  25,  said  the  carriers  had  submitted 
to  the  Commission  what  they  thought  should  be  the  minimum 
advance  and  that  the  Commission  awarded,  on  the  whole,  less 
than  the  carriers  felt  was  necessary  as  a  minimum  to  support 
the  roads. 

Taking  up  the  third  paragraph  of  the  Senate  resolution, 
relating  to  the  reasons  for  the  fall  in  business  and  the  influence 
of  increased  rates  in  causing  such  fall,  Mr.  Elliott  said: 

"I  have  made  many  inquiries  of  all  kinds  of  people  during 
the  past  few  months  about  this  question  because  the  decrease 
in  the  volume  of  the  business  on  the  road  I  represent  has  been 
as  severe  as  on  any  road.  The  almost  universal  opinion,  and 
my  own  judgment  coincides,  is  that  the  increase  in  rates  has 
been  a  negligible  element  in  the  decrease  in  the  volume  of 
business. 

"The  reduction  in  the  volume  of  business,  in  my  judgment, 
results  from  many  causes  entirely  distinct  from  the  Increase  in 
freight  rates.  Merchants  and  manufacturers  had  accumulated 
stocks  of  goods  at  the  end  of  1919  and  in  1920,  bought  at  high 
prices,  and  they  were  naturally  slow  in  reducing  prices.  The 
retailers  were  in  the  same  condition;  orders  for  foreign  and 
domestic  goods  were  canceled;  raw  materials  were  not  moving 
because  no  one  would  buy  them,  until  it  was  evident  that  stocks 
of  finished  goods  already  on  hand  could  be  disposed  of  and  until 
there  was  a  demand  for  new  stocks.  The  reaction  from  the  ex- 
travagance of  the  war,  the  increasing  unemployment,  the  fall  in 
the  price  of  farm  products  brought  sharply  to  the  attention  of 
thousands  that  it  was  necessary  to  save.  Buyers,  hoping  that 
prices  would  fall,  were  waiting  until  they  thought  the  bottom 
was  reached,  and  there  was  a  widespread  buyers'  strike. 

"The  aftermath  of  the  war,  the  inability  of  Europe,  one  of 
our  best  customers,  to  buy  and  pay  for  goods,  the  disturbed  con- 
dition of  foreign  exchange,  the  long  delay  in  settling  the  war, 
and  the  question  of  German  reparation  are  all  very  vital  factors 
in  the  world  situation  which  affects  the  United  States  most 
seriously. 

"Making  a  general  reduction  in  freight  rates  will  not  help 
solve  the  present  complicated,  economical  and  psychological 
conditions  in  this  country,  but  will  reduce  still  further  the  ability 
of  the  railroads  to  survive  and  become  buyers  themselves  of 
those  articles  which,  when  they  are  prosperous,  they  use  in  such 
large  quantities. 

"In  saying  this,  I  do  not  mean  that  no  rates  should  be  re- 
adjusted, because  there  are  some  now  in  process  of  adjustment, 
but  I  believe  it  would  be  unfortunate  to  give  the  Impression  at 
this  time  that  the  railroads  can  be  sustained,  as  contemplated 
by  the  transportation  act,  and,  at  the  same  time,  make  any 
general  reductions  in  freight  rates  until  it  is  evident  that  ex- 
penses have  been  reduced  enough  to  justify  such  reduction. 

"It  should  be  remembered  that  prior  to  governmental  control 
the  general  level  of  rates  in  the  country  was  not  enough  to  sus- 
tain the  carriers  and  to  permit  them  to  expand  and  take  care 
of  the  growing  business  of  the  country.  The  Director-General 
recognized  this,  and  in  1918  attempted  to  bring  his  income  up  to 
his  outgo  by  increasing  freight  and  passenger  rates,  but  the  in- 
crease in  expenses  during  federal  control  overtook  the  increase 
in  rates,  as  has  already  been  shown  by  the  figures  submitted. 

"Prior  to  the  end  of  federal  control,  the  Director-General 
was  urged  repeatedly  to  bring  the  earning  power  of  the  roads 
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i  at  least  to  the  1917  basis,  when  the  government  took  them 
over,  by   increasing  the   rates   as   he  alone   had  the  power   to 


.1,=  may  more  without  charge,  seems  illogical 
lllc  entire  transportation  scheme  should  be  treated  alike 
by  the  government  and  the  users  of  waterways  and  highways 
should  contribute  something  for  their  use  and  maintenance 

Senator  Pomerene  inquired  whether  Mr.  Elliott  meant  there 
should  be  no  decrease  in  rates  even  though  such  action  would 
increase  traffic.  The  senator  said  he  had  information  that  rates 
were  preventing  the  movement  of  road  and  building  materials 
in  Ohio  and  asked  whether  it  would  not  be  better  business  to 
have  some  traffic  move  at  lower  rates  than  no  traffic  at  all  at 
higher  rates. 

Mr  Elliott  said  he  did  not  mean  that  no  rates  should  be 
readjusted— that  he  knew  there  were  some  rates  that  should 
be  revised  downward.  He  referred  to  the  recent  action  of  car- 
riers in  New  England  reducing  rates  on  coarse  materials. 

"  the  shippers  and  carriers  in  Ohio  should  get  together 


do?  but  he  declined,   claiming  it  was  better  to  make  up 
ciencles   in   railroad  operations  from  the  genera    f^ds  of     he 
treasury,  although  he  did  take  action  in  regard  to  the  workin, 
rules  which  still  further  increased  the  cost  of  operation.    So  tl 
railroads  were  turned  back  with  their  earning  power  practically 
annihilated  and  nowhere  near  the  basis  of  1917,  which,  in  it   all, 
»as  too  low  for  the  general  health  and  growth  of  the  transporta- 

U0n  "Coming6' back  with  their  earning  power  destroyed  was  just 
as  much  contrary  to  the  spirit  of  the  law  and  the  Presidents 
proclamation  when  he  took  the  roads  over  as  was  their  return 
with  their  equipment  run  down  and  plant  deteriorated. 

"The  government  should  aid  the  owner  to  restore  his  plant 

to  pre-war  conditions,  not  only  in  its  physical  aspects  m&thrauesUon"of Veducmg  the  rates  on  road  and  building  ma- 

its  earning  power,  through  suitable  adjustment  of  income  on^the  ^estion^  o^au^ g^  p  ^  ^^  coungel  Q£  the 

Association  of  Railway  Executives,  informed  the  committee  that 
a  general  conference  on  that  subject  had  been  arranged  be- 
tween the  shippers  and  the  carriers  for  June  2.  He  also  said 
that  the  railroads  would  put  Edward  Chambers,  vice-president 
of  the  Santa  Fe,  on  the  stand  to  show  what  had  been  done  in 
the  way  of  readjusting  rates  and  that  the  committee  would  be 
surprised  to  learn  that  so  much  had  already  .been  done  along 
that  line. 

Senator  Smith,  of  South  Carolina,  said  he  had  a  situation  in 
his  state  similar  to  that  existing  in  Ohio,  and  that  after  taking 
the  matter  up  with  the  Commission  and  the  carriers,  certain 
rates  were  in  the  process  of  readjustment.  He  said  the  pro- 
posed reductions,  however,  would  not  be  sufficient  to  remove 
the  burden  from  the  shippers. 

Senator  Cummins  remarked  that  the  committee  would  not 
be  able  to  do  anything  with  respect  to  particular  rates,  and 
Senator  Smith  said  something  must  be  done. 

Senator  Cummins  then  said  that,  whenever  Congress  was 
ready  to  make  another  appropriation  for  the  railroads,  a  general 
reduction  in  rates  might  be  considered,  but  that  with  operating 
expenses  as  they  are,  it  was  quite  obvious  that  rate  reductions 
generally  could  not  be  considered  until  operating  expenses  were 
brought  down. 

Mr.  Elliott  referred  to  the  long-and-short-haul  situation  as 
affecting  the  transcontinental  lines,  declaring  that  a  too  rigid 
application  of  the  long-and-short-haul  rule  would  deprive  those 
lines  of  business.  The  revenue  from  that  business  on  the 
Northern  Pacific,  he  said,  ranged  from  $10,000,000  to  $15,000,000 
a  year.  Rigid  application  of  the  rule,  he  said,  also  would  con- 
centrate business  on  the  coasts  and  be  detrimental  to  the  great 
region  between  the  Alleghenies  and  the  Rocky  Mountains.  He 
also  voiced  opposition  to  the  proposed  repeal  of  Panama  canal 
tolls  for  American  vessels  in  competition  with  the  transconti- 
nental lines. 

In  connection  with  a  statement  regarding  maintenance,  dis- 
cussion of  the  Northern  Pacific's  recent  settlement  with  the 
Railroad  Administration  for  $9,000,000  came  up.  Mr.  Elliott 
said  the  company  had  settled  on  the  basis  of  about  50  cents  on 
the  dollar  of  what  it  claimed  was  due  it  from  the  government. 
The  sticking  point  in  the  question  of  settlement  was  with  regard 
to  undermaintenance  and  overmaintenance,  Mr.  Elliott  said,  and 
on  advice  of  counsel  that  it  would  be  difficult  to  prove  under- 
maintenance in  court,  it  was  decided  to  accept  the  $9,000,000. 
He  said  he  planned  to  use  that  money  in  bringing  the  property 
of  the  Northern  Pacific  up  to  standard.  With  the  exception  of 
cars,  he  said,  the  property  was  in  better  condition  now  than  at 
the  end  of  federal  control  but  not  in  as  good  condition  gen- 
erally as  before  federal  control.  He  said  Director-General  Davis 
made  the  point  tha*.  the  money  was  not  in  sight  to  pay  the  rail- 
roads on  the  basis  of  their  claims,  but  that  he  told  the  Director- 
General  that  was  a  matter  for  the  consideration  of  Congress. 

Senator  Cummins  questioned  Mr.  Elliott  about  unification 
of  railroad  facilities  in  the  movement  of  traffic  and  of  pro- 
posals that  the  cars  should  be  owned  by  a  separate  corpora- 
tion. Mr.  Elliott  said  there  was  a  committee  of  railroad  offi- 
cials studying  the  question  of  unification  with  a  view  of  effect- 
ing possible  savings  thereby.  He  believed  it  to  be  better  for 
each  road  to  own  its  cars  rather  than  have  a  separate  agency 
owning  all  cars  because  of  the  incentive  of  each  road  to  pro- 
vide the  necessary  equipment  to  move  its  traffic.  He  said  there 
would  be  savings  in  some  phases  of  unification  but  not  in  others, 
expressing  the  belief  that  consolidation  of  freight  terminals,  for 
instance,  would  be  more  expensive  and  less  satisfactory  to  the 
public  than  service  by  individual  roads.  He  said  the  public  had 
complained  of  the  consolidated  ticket  offices  established  during 
federal  control  and  that  many  roads,  in  response  to  public  de- 
mand, had  established  their  own  offices.  As  to  common  use 
of  freight  cars,  he  believed  better  results  would  be  obtained 
under  the  present  arrangement,  whereby  the  American  Railway 
Association  and  the  Interstate  Commerce  Commission  may  co- 
operate in  time  of  emergency  and  require  the  use  of  cars  without 
regard  to  ownership,  than  by  having  all  cars  owned  by  a  sepa- 
rate company. 

Discussing  the  development  of  regulation  since  1887,   Mr. 


"There  was  no  'inflation1  of  railroad  prices  to  a  point  where 
any  large  profit  was  received,  as  was  the  case  with  many  indus- 
tries- in  fact,  no  profit  was  made  at  all  in  1918,  1919,  and  1920, 
so  there  is  no  basis  for  'deflation'  of  railroad  prices  or  rates  at 
the  present  time.  Rather  there  is  a  necessity  for  holding  them 
where  they  are  until  the  country  finds  out  what  will  be  the 
results  on  the  railroads  under  the  new  transportation  act  and 
the  orders  of  the  Commerce  Commission  and  the  Labor  Board. 

"The  transportation  act  recognizes  the  possibility  that  rates 
may  produce  earnings  that  are  too  high,  in  the  judgment  of  the 
Commission,  by  providing  in  such  cases  that  any  excess  shall 
be  disposed  of  partly  to  the  owners  for  certain  defined  purposes, 
and  partly  to  the  government,  to  be  administered  for  the  com- 
mon good.  Today,  considering  the  sore  distress  of  the  railroads 
and  the  fact  that  very  few  of  them  are  earning  enough  to  more 
man  pay  expenses  and  taxes,  and  many  not  even  that  much,  the 
sound  national  policy  would  seem  to  be  one  of  liberality  to  the 
roads  in  their  rate  structure,  rather  than  parsimony,  because,  as 
already  stated,  any  excess  earnings  are  disposed  of  by  la.w. 
In  addition,  the  power  at  all  times  rests  with  the  Commission 
to  reduce  rates  if  and  when  the  rates  are  earning  enough  to 
tomply  with  the  principles  laid  down  by  the  transportation  act. 

"The  railroad  managers  are  keen  for  business  and  have  al- 
ways attempted  to  make  rates  as  low  as  they  could,  so  as  to 
obtain  the  widest  distribution  of  commodities  in  this  country 
of  great  distances,  but  as  they  are  responsible  for  the  mainte- 
nance of  their  properties,  they  are  and  must  be  limited  by  this 
responsibility  and  not  reduce  rates  simply  to  increase  gross 
earnings,  if  the  gross  earnings  at  reduced  rates  mean  no  net 
earnings  or  a  loss.  To  ask  the  railroads  to  do  this  is,  in  the 
long  run,  a  dangerous  policy  for  the  general  development  of  the 
country.  This  is  a  policy  that  leads  to  bankruptcy  to  a  large 
number  of  roads  and  will  do  more  harm  because  of  the  un- 
settling influence  to  the  entire  financial  situation,  reacting  again 
on  every  business  man  and  farmer  in  the  country,  than  a  policy 
that  maintains  rates  even  if  they  are  higher  than  the  individual 
freight  payer  thinks  they  should  be,  so  that  the  roads  can  at 
least  pay  fixed  charges  and  a  reasonable  amount  in  addition. 
Or  it  means  that  the  treasury  of  the  country  shall  make  up  any 
shortage  of  net  earnings  with  a  consequent  increase  in  taxes  which, 
to  my  mind,  is  equally  dangerous  to  the  welfare  of  the  country 
and  its  citizens.  As  a  matter  of  fact,  the  transportation  act  is 
against  both  of  these  policies  and  declares  that  payments  for 
transportation  shall  be  sufficient  to  support  and  expand  the 
railroads  without  calling  upon  the  treasury. 

"Railroads  are  the  basis  of  our  national  transportation  sys- 
tem and  first  in  importance  to  the  country.  Waterways  and 
highways  are  important,  and  all  three  should  be  protected,  de- 
veloped and  co-ordinated. 

"Obviously,  if  there  were  no  railroads  the  commerce  of  the 
country  would  be  confined  to  the  seacoast.  the  great  lakes,  a 
limited  number  of  navigable  streams,  and  to  the  area  that  could 
be  served  by  motor  trucks.  I  believe  in  the  development  of  the 
waterways  and  highways,  but  to  subsidize  them  from  the  state 
and  national  treasuries  and  at  the  same  time  tax  and  restrict 
the  railroads  in  their  development  does  not  seem  to  be  a  sound 
national  policy. 

"Our  national  railroads  had  an  earning  power  in  the  year 
1917  of  about  $1,000,000,000 — not  enough  for  the  best  growth  of 
the  system — and  after  26  months'  operation  by  the  government 
were  returned  with  earning  power  almost  gone  and  physical 
condition  impaired. 

"As  the  primary  form  of  transportation,  the  roads  must  be 
strengthened  and  helped  and  the  transportation  act  was  passed 
for  that  purpose;  to  use  the  governmental  power  and  tax  money 
to  reduce  the  earnings  of  the  railroads  by  furnishing  waterways 
and  highways  without  charge  to  the  users  increases  the  diffi- 
culty of  making  the  transportation  act  a  success. 

"On  the  one  hand,  to  say  to  the  railroad  that  it  must  con- 
tinue to  serve  the  country  without  adequate  rates,  and  pay  very 
heavy  taxes,  and  on  the  other  hand,  to  say  to  the  motor  truck 
that  roads  will  be  provided  free  over  which  the  motor  truck  shall 
operate  without  regulation  and  without  paying  maintenance  of 
the  highways,  and  that  waterways  shall  be  provided  free  on 
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Elliott  said  the  tendency  had  been  to  protect  the  buyer  of  trans- 
portation, but.  that  the  time  has  come  for  the  protection  of  the 
producer  of  transportation.  He  said  the  transport  at  Ion  act  wan 
••;i  priii  i-ctlng  and  encouraging  measure  and  retli'cts  a  growing 
public  opinion  that  legislation  has  gone  too  far  In  reducing  the 
I'M rning  power  of  the  carriers."  He  Bald  the  recent  repeal  of 
tin'  full  crew  law  in  Pennsylvania  was  another  Indication  of  the 
trend  of  public  opinion  toward  giving  the  railroads  an  oppor- 
tunity to  operate  their  properties  successfully. 

"I  believe  the  transportation  act  should  be  given  a  fair  trial 
undor  more  normal  conditions  than  exist  today,"  said  he,  "and 
ih;it  before  making  changes  it  should  have  a  fair  test. 

"I  believe  that  the  tendency  of  the  laws  and  the  admlnis- 
i  rat  ion  of  the  transportation  act  and,  If  it  should  be  found  neces- 
sary, any  new  legislation  should  be  along  the  line  of  permitting 
tin-  owner  and  manager  to  utilize  to  the  highest  extent,  com- 
patible with  the  public  Interest,  his  vision,  enterprise,  judgment 
and  skill." 

In  concluding  his  testimony  before  the  committee,  Mr. 
Elliott  in  reply  to  a  request  from  Senator  Cummins  for  specific 
recommendations  in  the  way  of  legislation  that  would  give  rail- 
road managements  greater  freedom  of  action,  said  that,  while 
the  transportation  act  should  be  given  a  fair  trial,  he  offered 
for  the  consideration  of  the  committee  suggestions  relating  to 
the  power  of  the  Interstate  Commerce  Commission  and  the 
Labor  Board.  He  said  he  believed  the  railroads  should  be  per- 
mitted to  make  rates  and  wages  effective  subject  to  the  review 
of  the  regulatory  bodies. 

"So  you  really  want  the  anti-trust  laws  repealed  so  far  as 
they  relate  to  the  railroads  and  the  power  of  suspension  taken 
away  from  the  Commission?"  asked  Senator  Cummins. 

Mr.  Elliott  replied  in  the  affirmative.  The  reference  to  the 
anti-trust  laws  was  made  because  Senator  Cummins  had  brought 
out  that  Mr.  Elliott  believed  the  railroads  should  act  in  concert 
in  the  matter  of  putting  rates  into  effect.  Mr.  Elliott  outlined 
his  views  to  the  committee  as  follows: 

"It  is  a  very  grave  question  whether  regulation  has  not  been 
overdone,  encroached  on  the  field  of  management,  and  by  di- 
viding responsibility  and  checking  initiative  done  more  to  in- 
crease costs  and  therefore  rates  than  would  have  been  the  case 
with  more  freedom  of  action  permitted. 

"It  should  be  borne  in  mind  that  ever  since  the  passage 
of  the  Hepburn  Act  in  1906,  railroad  managers  have  felt  that  the 
railroads  were  facing  very  great  difficulties  in  sustaining  them- 
selves; again  and  again  the  managers  asked  that  rates  be  in- 
creased, but  increases  allowed  were  not  sufficient  to  meet  the 
situation  and  the  matured  views  of  the  owners  and  managers  as 
to  the  needs  of  the  roads  did  not  prevail. 

"Inasmuch  as  the  Interstate  Commerce  Commission,  under 
the  new  transportation  law,  controls  the  aggregate  earnings  of 
the  railroads,  and  there  is  a  limitation  upon  the  rates  to  produce 
that  aggregate,  and  a  provision  for  sub-dividing  the  earnings  if 
there  is  any  excess,  it  would  seem  as  if  there  was  no  longer 
any  need  of  the  Hepburn  Act. 

"Better  and  more  prompt  results  for  the  public  should  be 
obtained  if  railroad  managements,  familiar  with  all  local  condi- 
tions, studying  constantly  their  business,  and  trying  to  expand 
it,  should  be  allowed  to  make  rates  effective,  subject  to  investi- 
gation and  review  by  the  Commission  and  to  be  set  aside  after 
such  review,  if  found  in  any  way  contrary  to  public  policy,  and 
due  reparation  then  made. 

"The  Labor  Board  has  been  empowered  to  take  up  and  set- 
tle disputes  about  wages,  and  about  rules  if  a  dispute  about 
rules  threatens  strikes.  Here  is  a  tribunal  set  up  by  the  Con- 
gress for  the  purpose  of  handling  any  labor  disputes,  and  prompt 
action  is  very  necessary;  also  the  hands  of  the  Labor  Board 
should  not  be  tied  by  a  mandatory  statute  such  as  the  Adamson 
Law,  and  L  believe,  in  the  interest  of  the  public,  that  law  should 
be  repealed.  The  public  is  allowed  to  appeal  to  the  Commerce 
Commission  if  they  think  rates  are  too  high.  I  believe  the  pub- 
lic should  be  allowed  to  appeal  to  the  Labor  Board  if  they  think 
wages  (ultimately  paid  by  the  public)  are  too  high. 

"Let  the  railroad  managements  and  the  men  get  together 
and  try  to  settle  their  differences,  and  authorize  the  railroads 
to  name  the  rates  of  pay,  and  working  conditions,  subject  to 
review  by  the  Labor  Board,  and  subject  .to  reparation  if  the 
railroads  should  do  anything  that  was  unfair.  The  railroad  has 
to  work  24  hours  a  day,  365  days  in  the  year,  and  there  are  en- 
tirely different  conditions  in  different  parts  of  the  country.  It 
would  seem  as  if  it  was  a  mistake  to  attempt  to  enforce  so-called 
standardization  of  all  wages  and  rules,  which  standard,  so  far  as 
pay  is  concerned,  is  a  misnomer,  because  by  giving  a  man  the 
same  rate  in  a  little  town  in  northern  Vermont  that  he  gets  on 
the  outskirts  of  New  York  is  really  paying  the  New  York  man 
Ifss  than  the  Vermont  man,  because  the  latter  can  live  more 
cheaply. 

"Let  labor  organizations  be  incorporated  and  state  clearly 
in  the  charters  what  is  intended.  They  should  be  bodies  that 
could  sue  and  be  sued,  and  there  should  be  the  same  publicity 
of  all  their  transactions  as  there  is  about  the  transactions  of 
the  railroads,  reporting  the  number  of  members,  amount  of 
money  received,  distribution  in  detail;  to  a  general  way  have 


just  ns  much  Information  tiled  with  Koveiniiienfal  authorities  M 
there  is  by  the  carriers.  If  dlitputcH  threaten  a  airlke.  Id  ih<- 
federal  government,  possibly  the  xcrcriary  of  labor,  frame  'In- 
form of  question  about  which  the  mrlke  vol.-  In  to  b«>  taken, 
and  not  let  the  question  be  framed  by  fit  her  the  labor  organi- 
zation or  the  railroads.  Have  the  ballot  handled  by  the  secre- 
tary of  labor  and  the  vote  should  be  secret — neither  the  rail- 
roads nor  the  labor  organizations  to  know  how  any  man  votes — 
the  secretary  of  labor  to  count  tho  ballots  and  announce  the  re- 
sult. Unless  at  least  76  per  cent  of  all  employes  In  the  craft 
about  which  there  is -a  dispute  voted  to  strike  'not  75  per  cent 
of  the  ballots  cast),  then  the  strike  vote  Is  not  carried.  If  75 
per  cent  of  all  employes  vote  to  strike,  then  a  strike  not  to  begin 
until  30  days'  notice  has  been  gh 

"Under  such  plans,  the  public  would  be  protected,  because 
the  owner  and  manager  would  always,  in  naming  his  prices  or 
rates,  have  In  mind  the  fact  that  If  he  went  too  far,  his  price 
or  rate  could  be  set  aside  by  the  Commission  and  reparation 
made.  He  would  also  have  the  Labor  Board's  power  to  reckon 
with  If  he  attempted  to  be  unfair  In  Ma  wage  adjustments  and 
rules  and  here  again  make  reparation  if  he  did  wrong. 

"In  other  words,  restore  to  the  owner  and  manager  some 
of  the  functions  surrounding  other  business  and  which,  when 
exercised  in  the  upbuilding  of  the  railroads  in  years  gone,  pro- 
duced a  most  remarkable  transportation  machine  with  the  low- 
est rates  in  any  country,  the  highest  wages  In  any  country  and 
the  best  service  in  any  country.  The  war  and  the  Interference 
by  the  government  in  this  delicately  adjusted  transportation 
machine  have  produced  conditions  resulting  In  greatly  increased 
charges  and  poorer  service  to  the  public,  and  a  checking  of  de- 
velopment so  necessary  for  the  next  uplift  in  business. 

"The  effect  of  the  enlarged  railway  wages  and  reduced  hours 
in  agricultural  communities  and  of  the  employment  of  unneces- 
sary men  has  been  bad  on  the  ability  of  the  fanner  to  get  men 
to  work  for  the  production  of  crops.  The  Adamson  law,  the  so- 
called,  misnamed  'full  crew'  laws,  and  other  regulations  limiting 
output,  take  men  out  of  the  fields  when  they  are  needed  for 
farm  work  and  increase  the  price  paid  by  the  farmer  for  produc- 
ing the  food  of  the  country,  and  it  would  be  better  to  eliminate 
such  laws  and  let  the  practice  develop  by  negotiation  that  can 
take  account  of  different  kinds  of  work,  different  climatic 
and  geographical  conditions,  but  subject  at  all  times  to  the 
power  of  the  Labor  Board  to  correct  any  abuses. 

"Large  responsibilities  and  powers  have  been  given  to  the 
Interstate  Commerce  Commission  and  the  Labor  Board,  and,  as 
I  said  earlier  in  my  testimony,  they  should  have  the  co-opera- 
tion of  all  and  be  provided  with  sufficient  appropriations  and 
help  so  that  the  responsible  heads  are  not  so  over-burdened 
that  they  cannot  take  up  and  dispose  of  large  and  important 
questions  promptly. 

"I  believe  the  administration  of  the  law  could  be  made  more 
prompt  and  effective  if  the  two  boards  could  report  to  some 
common  executive  authority.  I  believe  the  whole  question  of 
transportation  by  rail,  water,  motor  truck,  etc.,  is  so  important 
so  interwoven  with  the  fabric  of  American  life  that  better  re- 
sults would  be  obtained  if  there  was  a  secretary  of  transporta- 
tion who  would  be  on  an  equality  with  the  postmaster  general, 
the  secretary  of  labor,  the  secretary  of  commerce  and  the  sec- 
retary of  agriculture  in  discussing  national  questions  in  which 
transportation  is  so  important.  He  would  be  a  defender  of  tbe 
principles  of  adequate  transportation  and  in  time  help  to  make 
the  best  use  of  the  primary  form  of  transportation — the  railroad 
— and  co-ordinate  with  it  the  motor  truck  and  the  waterway. 

"The  problem  is  to  do  justice  to  shippers,  employes  and  own- 
ers without  unduly  restricting  the  power  of  management  to  act 
promptly  on  important  matters.  This  is  the  problem  of  Con- 
gress and  if  the  future  indicates  that  charges  are  necessary  in 
the  law  or  in  methods  of  administering  it,  I  believe  it  will  be 
well  to  consider  these  suggestions.  But  first  give  the  trans- 
portation act  a  fair  trial  and  back  up  the  Commission  and  Labor 
Board. 

"Action  and  courage  are  needed  now  and  imperatively  needed. 
We  talk  about  frozen  credit  and  we  have  a  frozen  transporta- 
tion system  that  helps  to  keep  credit  frozen  and  retards  the 
growth  of  the  country.  Let  the ,  railroad  owner  and  manager 
have  a  little  liberty  of  action  and  in  the  long  run,  in  my  judg- 
ment, better  results  will  be  obtained  for  the  country." 

H.  E.  Byram,  president  of  the  Chicago,  Milwaukee  &  St. 
Paul,  submitted  to  the  committee,  May  26,  statistics  and  other 
data  designed  to  reflect  the  effect  of  the  unusual  conditions 
affecting  railroad  operation  that  have  prevailed  during  the  five 
calendar  years  1916  to  1920.  He  said  1916  was  the  last  full  year 
which  was  not  actually  affected  by  war  conditions  and  that  1920 
reflected  the  cumulative  effect  of  wage  increases  and  changes 
in  working  conditions  during  federal  control. 

Mr.  Byram  expressed  regret  that  the  attitude  of  some  of 
those  who  speak  for  tbe  railroad  employes  does  not  tend  to 
promote  good  service.  He  said  it  was  greatly  to  tho  credit  of 
the  rank  and  file  of  the  railroad  employes  that  they  have  Dot 
been  misled  by  "false  doctrines." 

"I  shall  endeavor  to  show  that  tbe  charges  frequently  and 
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recently  made  by  those  critics,  that  the  railroad  managers  are 
not  alert  in  endeavoring  to  prevent  wasteful  practices  and  in- 
stall economical  methods,  are  not  correct,  at  least  so  far  as 
this  railroad  is  concerned  and  I  have  reason  to  believe  that 
similar  efforts  are  made  by  the  managers  of  other  railroads," 
said  Byram. 

The  witness  submitted  statistics  showing  that  on  the  C.  M. 
&  St.  P.  there  was  an  increase  in  total  operating  revenue  of 
$57.549,045.29  in  1920  over  1916,  and  an  increase  of  $90,932,069.^3 
in  operating  expenses  in  1920  over  1916.  The  net  operating 
revenue  decreased  from  $36,844,637.81  in  1916  to  $3,461,613.17  in 
1920.  There  was  an  increase  in  the  total  payroll  of  $61,305,- 
417.43  In  1920  over  1916.  The  per  cent  of  payroll  to  total  oper- 
ating revenue  was  44.49  in  1916  and  65.72  in  1920. 

The  total  freight  ton  miles  in  1920  increased  only  5.96  per 
cent  over  1916,  the  witness  said,  the  total  in  1920  being  12,966,- 
285,687  and  in  1916,  12,237,311,524.  He  said,  although  approx- 
imately the  same  freight  ton  miles  were  moved  in  both  years, 
11,000  more  men  were  required  in  1920  to  perform  the  service 
and  it  cost  approximately  $60,000,000  more  to  pay  them.  The 
items  of  labor  and  fuel  constituted  80.044  per  cent  of  the  cost 
of  operating  the  road,  he  said.  The  cost  of  fuel  increased  from 
$11,797,880.72  in  1916  to  $23,796,922.14  in  1920,  although  approx- 
imately 250,000  tons  less  were  used  in  1920  than  in  1916. 

Mr.  Byram  submitted  other  figures  to  show  that  the  usual 
measures  of  efficiency,  viz.,  increased  train  load,  increased  car- 
load, decreased  locomotive  miles,  revenue  ton  miles  per  ton  of 
fuel  used,  etc.,  were  present  in  1920  but  he  said  the  increased 
cost  of  labor  and  material  and  the  failure  to  increase  passenger 
and  freight  rates  as  operating  costs  increased,  defeated  the  ef- 
forts of  the  operating  department,  and  instead  of  producing  in- 
creased net  revenue,  which  efficient  operation  ought  to  produce, 
the  opposite  result  developed. 

Reference  was  made  by  Mr.  Byram  to  a  statement  made 
before  the  Labor  Board  by  W.  Jett  Lauck,  in  behalf  of  the 
railway  employes,  in  which  co-operation  between  railroad  man- 
agements and  employes  was  urged.  He  said  he  agreed  with 
that  principle  and  gave  numerous  illustrations  of  how  the  man- 
agement on  the  C.  M.  &  St.  P.  had  co-operated  and  is  co-oper- 
ating with  the  employes  with  effective  results.  He  said  com- 
mittees of  officers  and  employes  had  been  formed  on  every 
division  to  study  methods  of  eliminating  wasteful  practices  ami 
of  increasing  efficiency.  , 

The  witness  pointed  out  particular  instances  in  which  econ- 
omies had  been  put  into  effect.  The  question  of  waste  of  fuel 
was  taken  up,  he  said,  with  the  result  that  reductions  had  been 
made  in  the  average  number  of  pounds  of  coal  required  to 
move  a  locomotive  one  mile  in  freight  service.  In  1919  the 
number  of  pounds  was  250;  in  1920,  243;  in  January,  1921,  235, 
and  for  February,  1921,  231  pounds.  Engine  failures  had  been 
reduced,  he  said,  from  466  per  month  (average)  in  1919  to  364 
per  month  in  1920.  In  January,  1921,  the  number  was  160;  92 
in  February  and  87  in  March. 

After  reviewing  other  economies  effected  by  the  C.  M.  & 
St.  P.,  Mr.  Byram  said  the  efficiency  of  management  had  not 
been  reflected  in  satisfactory  financial  results  and  that  the  rea- 
son was  that  the  expense  account  was  largely  determined  by 
the  government. 

At  the  present  time,  he  said,  it  is  costing  the  railroads 
more  to  produce  transportation  than  they  can  sell  it  for.  He 
said  the  selling  price  must  be  increased  or  the  expenses  cut, 
and  that  as  it  was  obvious  the  selling  price  could  not  be  in- 
creased, the  cost  must  be  reduced.  He  said  it  would  seem  that 
fuel  and  labor  should  bear  the  larger  portion  of  the  reduction. 
Touching  particularly  on  freight  rates,  Mr.  Byram  said: 
"Much  has  been  said  about  reducing  freight  rates  recently 
and  the  prevailing  impression  seems  to  be  that  they  are  gen- 
erally too  high,  but  when  it  is  considered  that  the  average 
gross  earnings  of  the  railroads  of  the  United  States  as  a  whole 
for  hauling  a  ton  of  freight  one  mile  since  September,  1920, 
when  the  last  raise  in  freight  rates  took  effect,  has  been  only 
i.217  cents  per  ton  per  mile,  it  will  be  seen  that  freight  trans- 
portation probably  is  the  cheapest  commodity  in  the  country, 
notwithstanding  the  large  shrinkage  which  has  taken  place  In 
other  commodities.  . 

"In  no  other  business  activity  can  so  much  service  be  had 
for  such  a  small  outlay.  Consider  the  impossibility  of  hauling 
a  ton  of  coal  or  brick  or  lumber  one  mile  in  a  wagon  or  auto 
truck  over  highways  maintained  by  the  state  for  a  little  more 
than  one  cent. 

"This    is    what    the    railroads    are    doing    and    maintaining 

their  own  highway  besides.     But  the  vast  volume  of  traffic   the 

large  units  in  which   it   is  carried  and  the  immense  distances 

i  transported  in  this  great  country  have  caused  many  of  our 

tizens  to  lose  sight  of  the  astonishingly  low  price  which  the 

II  roads  receive  for  their  freight  service  when  reduced  to  the 

It  of  movmg  a  ton  of  freight  one  mile  instead  of  the  usual 

»  of  billions  of  ton  miles  and  millions  of  dollars 
'Since  the  earnings  of  the  railroads  of  the  country  on  the 
sent  rate  basis  are  inadequate  to  meet  their  requirements  it 
abvlous  that  no  general  reduction  in  rates  can  be  considered 


until  the  cost  of  operation  can  be  reduced  sufficiently  to  assure 
the  railroads  at  least  the  net  return  authorized  by  the  trans- 
portation act." 

Senator  Wolcott  said  he  had  seen  in  the  newspapers  that 
the  Labor  Board  might  cut  railroad  wages  from  10  to  15  per 
cent.  He  asked  Mr.  Byram  whether  such  reductions  would 
enable  the  company  to  meet  interest  on  bonds  and  pay  its  taxes. 
Mr.  Byram  said  the  wage  award  of  the  Labor  Board  last  July 
had  added  $20,000,000  a  year  to  the  C.  M.  &  St.  P.  payroll,  while 
its  interest  on  its  bonds  amounted  to  about  $17,000,000  annually. 
He  said  a  10  per  cent  reduction  in  wages  would  be  less  than 
half  enough  to  put  the  road  in  a  position  to  pay  its  interest 
charges.  In  reply  to  questions  by  Senator  Kellogg,  Mr.  Byram 
said  his  road  had  lost  traffic  due  to  a  falling  off  in  the  move- 
ment of  lumber,  copper  and  that  some  traffic  had  been  lost  on 
account  of  Panama  canal  competition.  He  said  he  had  no  in- 
formation that  the  transcontinental  lines  propose  to  cut  rates 
20  per  cent  on  certain  commodities  in  order  to  meet  Panama 
canal  competition.  Several  members  of  the  committee  said 
they  had  seen  such  a  report  in  the  newspapers. 

A  full  discussion  of  the  rate  situation  as  it  relates  to  the 
railroad  problem  was  begun  by  Edward  Chambers,  vice-pres- 
ident of  the  Atchison,  Topeka  &  Santa  Fe,  before  the  commit- 
tee, May  26.  He  said  his  testimony  would  relate  entirely  to 
traffic  matters  and  deal  with  points  3  and  5  of  the  Cummins 
resolution  asking  the  reasons  which  induced  the  diminished 
volume  of  traffic  in  the  latter  part  of  1920  and  the  first  two 
months  of  1921  and  the  influence  of  the  increased  rates,  and 
the  best  means  of  bringing  about  a  condition  warranting  a 
reduction  in  rates. 

"In  this  discussion  I  shall  deal  with  facts  in  the  distribu- 
tion of  commodities  as  I  myself  have  observed  them  in  my 
contact  with  the  general  traffic  conditions  and  from  what  I  have 
learned  in  direct  dealings  with  shippers,"  said  he.  "The  figures 
which  I  use  are  from  the  records  of  the  Interstate  Commerce 
Commission  and  other  governmental  and  public  sources. 

"An  examination  of  these  facts  shows,  to  my  mind,  two 
things : 

"1.  That  'the  diminished  volume  of  traffic'  mentioned  in 
point  3  of  the  Senate  Resolution  has  not  resulted  from  the  In- 
terstate Commerce  Commission's  order  in  Ex  Parte  74,  which 
is  the  name  of  the  case  in  which  the  Interstate  Commerce  Com- 
mission undertook  to  provide  the  adequate  revenue  for  carriers 
of  the  country  required  by  the  transportation  act. 

"2.  That,  therefore,  'the  best  means  ...  of  reducing 
freight  and  passenger  rates'  mentioned  in  point  5  should  not  be 
considered  at  this  time  as  the  subject  of  general  action  by 
either  Congress  or  the  Interstate  Commerce  Commission.  The 
present  rates  as  a  whole  are  not  excessive  under  existing  con- 
ditions. Until  operating  costs  are  reduced  or  business  revives 
sufficiently  to  produce  the  net  revenue  which  the  carriers  should 
have  under  the  transportation  act  no  general  reduction  in  rates 
can  be  made.  From  my  knowledge  of  the  causes  of  the  busi- 
ness stagnation  which  became  marked  at  the  beginning  of  the 
present  calendar  year  no  reduction  of  rates  that  could  be  made 
now  would  stimulate  traffic  sufficiently  to  produce  the  revenue 
which  is  needed. 

"Transportation  is  the  most  important  factor  in  the  indus- 
trial and  commercial  life  of  the  country,  and  in  the  public  in- 
terest care  should  be  exercised  to  see  that  it  is  sufficient  for 
our  commercial  and  industrial  needs. 

"Reductions  in  rates  to  bring  about  necessary  readjustments  ' 
are  going  on  daily  throughout  the  country  by  dealings  directly 
between  the  shipper  and  the  railroad  traffic  man.  While  many 
complains  and  statements  of  a  general  character  have  been  is- 
sued regarding  the  effect  of  the  higher  freight  rales,  those, 
however,  are  very  insignificant  in  number  compared  with  the 
number  of  adjustments  made  effective  as  a  result,  of  direct  ne- 
gotiation between  carriers  and  shippers.  The  re'cords  of  the 
Interstate  Commerce  Commission  show  that  approximately 
10,000  freight  tariffs  are  filed  each  month,  many  covering  a 
number  of  rate  changes.  Contained  in  those  tariffs  are  many 
voluntary  changes  made  by  carriers  filing  direct  with  the  Com- 
mission and  by  bureaus  established  by  Ihe  carriers  to  publish 
competitive  rates.  Late  reports  from  those  bureaus  show  re- 
sults of  co-operation  between  carriers  and  shippers  in  restoring 
relationships  and  removing  discriminations  or  inequalities  and 
providing  rates  for  new  industries.  The  reports  show: 

"Western  Trunk  Line  Committee  (Chicago):  Twelve  hun-  ' 
dred  subjects  considered  since  June,  1920,  and  1,000  acted  upon; 
over  90  per  cent  were  reductions  and  nearly  all  affect  rates 
under  Ex  Parte  74.  Two  hundred  applications  are  still  pend- 
ing, 209  public  hearings  held;  most  of  the  reductions  are  on 
raw  materials,  such  as  crushed  rock,  gravel  and  other  building 
materials,  and  grain,  coal  and  lumber. 

"Southwestern  Freight  Bureau    (St.  Louis):      September  1, 
20,  to  May  1,  1921,  number  of  subjects  considered,  812;  num- 
•  of  conferences  held,  34;   number  of  subjects  considered  at 
public  conferences,  112.     Subjects  on   the   docket  pending  con- 
deration  which   propose  reductions,   491;    subjects  which  pro- 
pose advances,  48;   total  number  of  subjects  for  consideration, 
539.     Number  of  subjects  pending  presented  by  shippers,  363; 
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of  subjects  presented  by  carriers.  176.  The  changes 
an  principally  reductions  and  apply  upon  stone,  lumber,  Band 
ami  gravel,  brick,  cement,  fresh  fruits  and  vegetables,  and  vari- 
ous other  commodities. 

"Pacific  Freight  Tariff  Bureau  (San  Francisco):  Approxi- 
mately 16,000  rate  changes,  of  which  11,000  are  reductions,  bal- 
ance Increases,  made  by  this  bureau  since  Ex  Parte  74  decision. 
Most  of  these  are  reductions  caused  by  extending  all  rates  In 
lain  tariffs  to  apply  from  new  points  of  origin.  The  majority 
of  increases  are  in  state  rates  awaiting  appioval  of  state  com- 
missions. 

"Trans-Continental  Freight  Bureau  (Chicago) :  Number  of 
changes  made  through  this  bureau  since  Ex  Parte  74  opinion 
was  handed  down,  approximately  236,  which  includes  63  changes 
awaiting  publication.  During  that  time  150  conferences  with 
shippers  on  rate  matters  were  held.  Where  there  Is  a  change 
in  rate  involving  more  than  one  tariff  we  have  called  It  one 
change;  likewise  changes  in  lumber  rates  have  been  considered 
one  change.  If  we  should  count  each  rate  changed  it  would 
run  up  to  many  thousands.  In  other  words,  we  have  consid- 
ered each  adjustment  of  rates  one  change  regardless  of  the 
number  of  rates  involved  or  the  number  of  tariffs  affected. 

"Trunk  Line  Association  (New  York) :  Have  received  since 
September  1st  last,  2,472  rate  proposals  and  have  issued  2,266 
recommendation  advices,  each  representing  approval  of  from 
one  to  several  hundred  changes  in  specific  rates,  all  proposals 
being  published  in  public  docket  and  conferences  with  shippers 
arranged  if  requested.  Only  20  public  hearings  have  been  called 
for. 

"Central  Freight  Association  (Chicago) :  Since  August  25, 
1920,  have  had  approximately  60  conferences  with  shippers  on 
rate  matters;  commodity  rate  changes  comprise  approximately 
3,500  origin  point  changes  and  7,500  destination  point  changes. 

"New  England  Freight  Association  (Boston):  Fiave  consid- 
ered 619  freight  rate  proposals  and  have  issued  recommenda- 
tion advices  on  approximately  500.  All  proposals  initiated  by 
New  England  members  have  been  published  in  public  docket 
and  trade  journals,  and  on  request  of  shippers  15  public  hear- 
ings have  been  held  in  addition  to  innumerable  informal  con- 
ferences with  individual  shippers.  It  is  impossible  to  make 
any  estimate  of  number  of  rate  changes  involved. 

"Southern  Freight  Rate  Association  (Atlanta) :  Since  Ex 
Parte  74  our  committee  has  published  1,835  rate  advices  author- 
izing changes  in  rates.  Some  of  these  rate  advices  involve 
change  in  only  one  rate,  though  frequently  each  rate  advice 
involves  a  considerable  number  of  changes.  We  hold  confer- 
ences with  shippers  one  day  out  of  every  week. 

"The  railroads  should  be  allowed  to  work  out  traffic  prob- 
lems by  dealing  directly  with  shippers  or  their  organizations, 
aided  where  necessary  by  the  Interstate  Commerce  Commission. 
In  every  case  of  disagreement  the  Commission  has  ample  author- 
ity under  the  transportation  act  to  dispose  of  tho  question 
promptly. 

"The  railroad  traffic  man  is  always  ready  to  hear  from  and 
confer  with  the  shipper.  He  is  just  as  anxious  to  have  com- 
modities moving  as  the  shipper  is,  and  can  be  relied  upon  to 
give  proper  consideration  to  the  commercial  conditions  sur- 
rounding the  situation. 

"On  the  point  that  existing  rates  are  not  accountable  for  the 
falling  off  in  tonnage  and  travel,  I  may  say  first  that  when  the 
Interstate  Commerce  Commission  authorized  in  Ex  Parte  74 
the  present  rate  adjustment  it  requested  the  carriers  to  give 
consideration  to  any  disturbances  of  recognized  relationships 
which  might  follow  and  to  take  immediate  steps  to  correct  them 
for  the  shippers.  That  injunction  of  the  Commission  has  been 
promptly  followed  wherever  variations  of  former  recognized 
relationships  resulted  from  the  application  of  the  percentages 
prescribed  in  Ex  Parte  74,  or  where  it  appeared  that  the  rate 
was  prohibitory,  as  has  just  been  shown  by  reports  from  freight 
tariff  publishing  bureaus;  the  Commission,  at  the  request  of 
carriers,  retaining  jurisdiction  over  Ex  Parte  74  for  the  purpose 
of  co-operating  in  and  approving  of  the  adjustments  agreed  to 
between  the  carriers  and  the  shippers.  Many  adjustments  have 
been  satisfactorily  worked  out  between  shippers  and  carriers, 
and  conferences  are  going  along  in  different  sections  of  the 
country  and  good  results  are  being  obtained.  Wherever  It  is 
desirable  to  have  the  informal  help  of  the  Interstate  Commerce 
Commission  in  adjusting  these  matters,  it  is  promtply  extended. 

"It  is  necessary  and  most  important  to  a  clear  understand- 
ing of  the  existing  rate  situation  that  I  explain  that  the  sub- 
ject of  freight  rates  naturally  divides  itself  Into  two  heads: 

"(a)  Class  rates,  which  are  generally  based  on  distance 
hauled  and  which  apply  on  less-than-carload  traffic,  and  on  cer- 
tain carload  traffic  of  the  higher  grade.  Class  rate,  In  connec- 
tion with  the  standard  classification,  are  basic. 

"(b)  Commodity  rates,  which  are  exceptions  to  the  class 
rates  made  to  fit  the  commercial  conditions  affecting  or  attend- 
ing the  marketing  of  a  particular  commodity.  These  commodity 
rates  apply  generally  to  raw  materials,  to  the  heavier  low- 
grade  traffic,  and  to  what  are  commonly  known  as  the  great 
staples,  all  of  which  move  in  large  volume. 

"The  class  rates,  as  stated,  are  based  on  distance.     The 


ICSH  thiin  cjirloiul  tonnage  moving  und-r  HUBS  rate*  to  about  4 
per  cent  of  the  total  freight  tonnage  of  the  country,  and  yield* 
about  13  per  cent  of  the  total  freight  revenue,  life  average 
length  of  the  haul  IB  about  200  miles. 

"The  longer  haul  of  It-iis-than-carload  freight  \»  on  article* 
of  the  higher  class,  such  as  drygondx,  boot*  and  shoes,  and 
clothing.  The  shorter  less  t nan-carload  haul  Is  of  the  heavier 
freight  of  lower  grades,  which  moves  an  average  distance  of 
about  100  miles,  such  as  canned  goods,  sugar,  and  salt. 

"The  Increase  of  less-than-carload  rates  has  not  disturbed 
the  sources  of  distribution.  The  amount  of  the  Increase  applied 
to  the  unit  purchased  by  the  Individual  cannot  fairly  be  claimed 
to  be  an  undue  burden,  and  certainly  not  prohibitory.  As  Il- 
lustrative of  the  small  factor  which  rates  are  In  the  cost  of 
staple  goods  to  the  consumer.  It  .may  be  mentioned  that  the 
American  Stores  Company,  dealing  In  groceries  and  family  sup- 
plies, on  gross  sales  of  $103,059,000,  paid  in  1920  in  freight  and 
express  charges,  $637,000,  or  6  cents  on  each  $10  of  sales. 

"The  less-than-carload  traffic  is  the  most  expensive-  handled 
by  carriers.  Its  car  loading  is  light,  the  average  throughout 
the  country  being  only  about  7  tons.  It  Is  apparent  that  a 
large  number  of  box  cars  are  necessary  In  the  distribution  of 
this  traffic.  The  movement  usually  calls  for  transfers  en  route 
as  well  as  handling  at  points  of  origin  and  destination,  all  at 
the  expense  of  the  carrier,  and  the  commodities  are  exposed  to 
theft  and  damage  to  a  greater  extent  than  any  other  traffic  on 
the  railroad.  Because  of  the  various  kinds  of  containers  that 
have  come  Into  use  in  recent  years,  it  Is  difficult  for  even  an 
experienced  car-loader  to  stow  a  load  of  less-than-carload  traf- 
fic so  that  It  will  move  In  safety,  which  results  in  heavy  pay- 
ments of  claims. 

"Coming  now  to  the  movement  of  carload  traffic  under  car- 
load class  rates — this  constitutes  only  a  small  part  of  the  total 
carload  movement,  being  of  the  high-grade  manufactured  arti- 
cles where  the  rate  Is  not  an  Important  factor  In  the  selling 
price.  There  has  been  little  or  no  complaint  from  the  shippers 
using  the  class  rates,  either  carload  or  less-than-carload.  The 
class  rate  adjustment,  both  carload  and  less-than-carload, 
throughout  the  country  is  in  no  way  uniform.  With  but  few 
exceptions  the  rates  in  no  two  states,  even  where  transportation 
conditions  are  similar,  are  alike.  No  single  railroad  has  a  uni- 
form scale  and  the  scales  of  no  two  railroads  are  alike.  For 
example,  in  Trunk  Line  territory  there  are  59  different  class 
rate  scales;  the  scale  on  no  one  railroad  is  uniform,  and  no 
two  railroad  scales  are  alike.  It  may  appear  hi  certain  sections 
that  the  long-haul  rates  are  rather  high,  but  many  of  the  lower 
rates  as  they  stand  today  are  unreasonably  low,  particularly 
for  short  hauls,  and  do  not  bear  a  fair  share  of  the  transpor- 
tation burdens.  The  Interstate  Commerce  Commission,  since 
the  passage  of  the  transportation  act.  which  gives  it  power  to 
fix  the  minimum  as  well  as  the  maximum  rate,  is  correcting 
many  of  those  situations  and  bringing  about  reasonable,  uni- 
form rates  and  in  time  will,  I  assume,  correct  them  all. 

"Approximately  85  per  cent  of  the  commercial  tonnage  of 
the  railroads  of  the  United  States  moves  under  commodity  rates. 
These  commodity  rates  are  made,  as  stated  before,  to  fit  com- 
mercial conditions  on  the  basis  of  what  the  commodity  can  rea- 
sonably and  fairly  bear  in  distribution,  that  Is  to  say,  on  the 
value  of  the  service  to  shippers.  The  great  staples,  such  as 
grain,  lumber,  fruits  and  vegetables,  live  stock,  and  coal,  move 
to  markets  almost  entirely  under  commodity  rates.  These  rates 
are  the  most  important  to  the  communities,  to  the  states,  and 
to  the  commercial  activity  of  the  nation.  While  distance  hauled 
is  an  important  factor  in  the  making  of  these  rates.  It  cannot 
always  be  controlling  if  we  are  to  continue  the  development  of 
the  country  as  a  whole.  Adjustment  of  commodity  rates  to  ex- 
tend sources  of  supply  and  develop  markets  often  requires  the 
same  rate  from  the  more  distant  producing  point  to  market  as 
is  charged  from  a  nearer  source  of  supply.  In  fixing  a  rate  on 
a  commodity  so  that  it  may  reach  certain  markets  often  con- 
sideration must  be  given  to  what  that  source  of  supply  can 
afford  to  pay  in  the  way  of  freight  rate  in  excess  of  the  rate 
paid  by  a  nearer  source  of  supply  shipping  to  the  same  market. 
For  example,  the  fruit  and  vegetable  growers  in  California,  ship- 
ping 3,000  miles  to  the  New  York  market,  must  compete  with 
Florida  and  Texas  in  the  same  market,  the  distance  from  Flor- 
ida being  1,100  miles  and  from  Texas  2,000  miles  to  New  York. 
If  these  rates  were  not  thus  made  eastern  and  central  markets, 
now  depending  upon  Florida,  Texas  and  California  would  still 
be  obliged  to  draw  many  food  products  from  foreign  countries, 
as  they  did  before  the  railroad  rate  adjustments,  constructed 
on  theory  of  what  the  traffic  could  bear  (rather  than  what  would 
be  required  fairly  to  compensate  the  carriers  for  the  service), 
drove  out  of  American  markets  foreign  food  products  by  directly 
contributing  to  the  development  at  home  of  oranges,  lemons, 
grapes,  raisins,  olives,  nuts,  dried  fruits,  figs  and  canned  goods. 
Without  this  method  of  commodity  rate  adjustment  the  far  west- 
ern section  of  the  United  States,  in  particular,  would  not  have 
been  changed  from  an  isolated  grazing  region  Into  one  of  the 
most  richly  productive  and  highly  populated  agricultural  areas 
on  the  continent. 

"Having  discussed  and  explained  generally  the  class  rates 
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and  (In-  r<immo«ll(.v  rales,  and  shown  the  importance  of  the  lat- 
in above  the  former,  I  conic  now  to  speak  of  Iho  particular 
commodity  tans  of  which  there  has  been  sonic  complaint  in  the 
puss  and  •  Isevvhere.  and  shall  speak  of  conl.  lumber,  grain, 
fi  ults  and  vegetables,  live  stork,  road  material.  Iron  ore  and 
some  olliei'H.  Passenger  laics  also  will  be  discussed. 

••I  have  ali-caily  mem ioncd  Hull  85  per  cent  of  the  commer- 
cial tonnage  on  the  railroads  in  HIP  United  Stal.s  is  moved  under 
eoinmodiiv  rates,  and  of  this  more  than  three-fourths  consists 
of  OOmp*T*tiV«lj  I.  w  eoii.inodity  groups.  This  is  menlioned  to 
impress  upon  Hi.-  committee  the  fact  that  any  general  reduction 
in  tin'  rales  on  the  important  commodities  moving  would  mean 
a  considerable  volume  of  revenue  taken  from  the  carriers. 

HAY  SHIPPERS  BLAME  HIGH  RATES 

Tin  Traffic   World   Washington  Bureau 

Ixw  Angeles  shippers  of  hay  and  grain  products  who  disagree 
with  testimony  given  before  the  Senate  interstate  commerce  com- 
mittee by  niil'roa.l  , •\ecniivcs  Hint  the  existing  freight,  rates  did 
not  cause  business  stagnation,  and  are  not  standing  in  the  way 
of  a  resumption  of  business,  have  submitted  their  views  by 
Idler  to  Senator  Cummins,  chairman  of  the  committee. 

K.    V.    Miller,    chairman    of    the    traffic    committee    of    the 
\ngelex  Wholesale  Hay  Healers'  Association,  said  In  a  letter 
to   Senator   Cummins    that    the   association    had    noted    the    state- 
ments   ni    various    railroad    officials    before    the    coniniii lh.it 

"the  high  freight  rates  are  not  the  cause  of  the  present  business 
stagnation." 

"We  disagree  with  these  statements  and  believe  the  rates 
are  responsible  for  the  present  business  stagnation,"  said  Mr. 
Miller.  "To  substantiate  our  claim,  there  are  tens  of  thousands 
of  tons  of  hay  in  Nevada  and  the'  northwestern  states  which 
heretofore  mo'ved  Into  this  market.  Owing  to  the  exorbitant 
it  rates  t here  were  only  a  few  carloads  able  to  move.  This 
l,ay  can  1-  for  nim-  to  eleven  dollars  per  ton  shipping 

point,  and  the  freight  charges  to  Los  Angeles  from  Nevada 
amounts  to  twelve  dollars  per  ton,  and  is  still  higher  from 
the  other  slates,  which  Is  more  than  Hie  tanners  are  asking 
for  their  hay.  Kepeate:!  requests  have  been  made  to  the  car- 
01  a  rat.'  which  will  enable  this  traffic  to  move.  So  far 
our  plea  has  fallen  on  deal  ears  and  as  a  consequence  the  hay 
Is  still  in  the  fields  rotting.  This  one  example  proves  conclu- 
sively that  the  high  freight  rate:,  are  iu  a  large  way  responsible 
for  the  present  business  depression. 

"Railroad  rates  hear  an  intricate  relation  to  our  national 
prosperity  and  unless  they  are  lowered  quickly  there  will  be 
a  decided  shifting  ol  agricultural  industry.  In  this  territory  the 
shifting  has  already  begun  to  take  place.  Large  dairies  are 
moving  to  localities  where  the  hay  is  produced  in  order  to  avoid 
paying  excessive  freight  charges  for  their  feed.  This  means  the 
d  will  then  transport  one  carload  of  milk  where  they  now 
haul  about  twenty  carloads  of  hay.  From  all  indications  this 
one  carload  of  milk  will  he  moved  via  truck  instead  of  via  rail. 
"This  is  another  very  serious  situation  which  confronts  the 
carriers  in  this  territory  in  the  matter  of  the  inroads  the  truck 
lines  are  making  into  the  revenues  of  the  rail  lines.  During  the 
year  l!i|fi  then'  were  9,343  carloads  of  hay  received  via  rail  at 
alt  .  while  in  liiL'o  there  were  only  4,711  carloads,  or 
a  decrease  of  fiO  per  cent.  The  consumption  of  hay  here  Is  at 
least  jn  per  ceni  :;i eater  now  than  it  was  in  1916.  and  still  the 
shipments  via  rail  show  a  decrease.  The  only  answer  is  that 
the  trucks  have  invaded  the  transportation  business  and  are 
now  moving  vast  quantities  of  freight  at  a  less  cost  than  same 
can  be  moved  •via  rail.  The  members  of  this  association  alone 
transported  equivalent  to  over  5,000  carloads  of  hay  by  truck 
(luring  1920.  If  Immediate  reductions  In  freight  rates  are  not 
made  this  tonnage  will  show  11  decided  increase  over  1920.  The 
carriers  have  been  presented  with  the  facts  as  above  stated, 
but  have  not  decided  as  yet  to  meet  this  competition.  Hay  is 
being  transported  from  distances  as  far  as  one  hundred  niiles 
from  Los  Angeles.  If  the  carriers  wish  to  maintain  their  share 
of  this  business  Immediate  action  Is  necessary  on  their  part. 
The  hay  season  lias  just  begun  and  arrangements  are  being 
made  by  the  members  of  this  association  to  haul  all  hay  within 
a  radius  of.  one  hundred  miles  of  Los  Angeles  by  truck  unless 
Immediate  relict  is  afforded  In  the  way  of  reduced  rates. 

"The  lowering  of  freight  rales  upon  many  bulky  farm  prod- 
ucts for  which  there  Is  a  demand  would  so  increase  traffic  as  to 
Increase  rather  than  decrease  the  net  revenues  of  the  roads. 

"Aa  every  effective  reduction  In  freight  rates  on  important 
irm  products  will  result  in  the  saving  to  thousands  of  farmers 
from   bankruptcy,   we   call   upon   your   committee   to   co-operate 
with  us,  promptly  and   energetically.  In   bringing  about  all   re- 
ductions that  are  possible." 

A.  E.  Nicholls.  president  of  the  Nlcholls-Loomis  Company,  of 

Lo«  Angeles,  dealing  in  hay,  grain  and  Hour,  wired  and  wrote 

Senator  Cummins  that  he  differed  with  Mr.  Kruttschnitt    chalr- 

n  of  the  Southern  Pacific,  as  to  freight  rates  not  having  any 

appreciable  effect  on  business  conditions  generally. 

"We  believe  the  present  freight  rates  are  in  a  large  way  re- 


sponsible   for    the    present    business    stagnation."    wrote    Mr. 
Nicholls. 

"The  following  examples  will  show  that  the  freight  rate  is  aj 
vital  factor  in  the  cost  of  these  commodities: 

Thirty    ton  ear  of  bran  purchased   at  Wolsor,   Idaho,  ami   shipi"  •'! 
to  Lo«   Angeles: 
Amount   of  Invoice  ................  ••  ...................  ..........  .$990.00 

hi  chin-Kcs,  liO.lMiO  II).  'it  70c  ..................  $420.00 

War  tax    ..............................................     12.60          488.M 

$:>;.?.  11(1 

Thirty-three  ton   our  of  mllo  nmlzc   purchased  at  Booker,   Texas, 
and    shipped    to    lx>«  Angeles: 
v.i  .....  ni   .ii    invtillco  ....................................  •  .........  $939.07 

Less  freight  oharges,  66,900  Ib.  at  86V4c  ...............  $563.44 

W.u-  lax   ..............................................     16.90  680.34 


We  shipped  cm   ul   haj    from   l.»;:    Vngelea  to  Lexington,   Ky.: 
Amount    el    Invoice    ..............................................  $789.03 

I  *•«.  freight  charges.  24.930  11).,  nt  »1.66'i  ..............  $41,'..  us 

War  lax  ...............................................     12.45  427.53 

I861JM 

» 

"The  above  are  only  a  few  of  the  instances  where  the  freight 
charges  amount  to  60  per  cent  or  more  of  the  cost  of  the  com- 
modity. Prices  cannot  be  expected  to  come  down  until  freight 
rates  are  reduced. 

"Persons  appearing  before  your  commit  lee  have  made  the 
statement    thai    in    many    cases    the    middleman    was    responsible  I 
for  lower  rate  agitation.     It  Is  well  that  we  ask  for  lower  rates  I 
In  the  face  of  the  above  facts. 

"The  middleman  is  not   responsible  for  the  high  prices  being 
maintained.     The   average   profit    on   the   grain   and   bran    in   the  I 
above   illustrations    Is   about   fifty  cents   to  one   dollar   per   ton,  I 
which  means  tlfteen  to  thirty  dollars  per  car  profit.     The  profit  I 
on  the  carload  of  hay  noted  above  amounted  to  ten  cents  per  f 
ton,  or  approximately  one  dollar  and  twenty  cents  for  the  entire  I 
car.    This  profit,  you  will  readily  agree,  Is  far  below  the  amount  I 
exacted  by  the  carriers  for  the  cost  of  transportation.     There-  I 
fore   Mr.    Kruttschnitt's   statement   "That    ever   since    the    rates 
have    heeii   advanced    the  cosl    ul1    transportation    Tor   commodities  ' 
is  far  less  than   the   toll   taken   by   commission    merchants   and 
the  retailer"  is  not  true  to  facts.     \Ve  are  not   surprised  to  hear  I 
such  remarks  coming  from  politicians  from  time  to  lime,  but  are 
surprised    to   hear    them    come    from    a    gentleman    of    Mr.    Krutt-  I 
sennit  t's  standing. 

"Kallroad  rales  are  now  prohibitive,  as  the  illustrations 
herein  set  forth  plainly  show.  The  situation  is  so  acute  that 
immediate  relief  is  imperative.  A  substantial  reduction  in  freight 
rates  is  the  only  solution. 

"We  trust  your  committee  will  see  the  true  situation  which  I 
exists  due  to  exorbitant  freight  rates  and  make  recommendation 
that  all  rates  be  adjusted  at  once  to  a   basis   that    will    permit 
traffic  to  move." 


NEW  ENGLAND  REFERENDUM 

The  New  Kngland  Traffic  League,  in  accordance  with  action 
taken  at  its  meeting,  May  20,  has  submitted  the  followin. 
lutlon  for  referendum  vote  of  its  members: 

V\  hereas.   The   New   Knglnuil    Traffic    Le:i.:ue    nuies   a    tendencj     m 
various    sections    of    the    country    to    call    for    a    general    reduction    In 
freight    rates    on    the    ground    that    business-    is    being    stilled    1> 
rates;    .•in, I 

Whereas.  Kill:  have  heen  introduced  in  Congress  calling  for  « 
Plan  ol  Icgi.slation  wherein  rales  would  lie  Used  In  Congress; 

Therefore,  lie  II  Resolved,  That  freight  rates  are  onh  a  small 
factor  In  the  present  depression,  and  il  is  Hi.'  opinion  el  the  member! 
nl  the  New  Kngland  Tratlie  League  that  at  this  till).  rill  re- 

duction in  freight  rotes  can  be  made  effective  without  serums  harm 
is;  that  while  there  are  undoubtedly  individual  rates  that 
need  adjustment,  these  adjustments  .-.hould  he  handled  in  an  orderly 
W;1>  ''\  application  In  the  carriers  or  In  complaint  before  the  Inter- 
state (  omiucrcc  Commission  as  provided  by  law. 

Be  It  Further  Resolved.  That  it  Is  not  for  the  best  Interests  of 
the  country  to  have  rates  made  by  Congress  or  to  depart  from  the 
method  of  rate-making  as  provided  in  the  transportation 

lii  It  Further  Resolved.  That  the  League  is  opposed  to  elYerta  j 
Ujat  ."<•  being  made  to  obtain  .1  general  reduction  in  freight  rates' 
prior  to  railroad  operating  costs  beim-  reduced 

He    11     l.'urther    Resolved.    That    copies   ol    this'  resolution    be   sent    to 
1111     '  resident    ol    the    1   ntted    States  and   to   the   chairman  of  the   Inter-   i 
slate  <  omnieree  I  'oninilssum. 


RATE  REDUCTION  RESOLUTIONS 

The   Traffic   World   Washington  Bureau  i 

Senator  Ladd,  of  North  Dakota,  submitted  to  the  Senate  this 
week  a  petition  of  apple  growers  of  the  Hood  River  Valley. 
Oregon,  asking  for  the  repeal  of  the  rate-making  section  of  the 
transportation  act.  and  that  the  Interstate  Commerce  Commis- 
sion be  empowered  "to  make  rates  on  what  the  products  will 
stand." 

Senator  Capper,  of  Kansas,  presented  a  resolution  adopied 
by  the  National  Milk  Marketing  Conference  at  Chicago  May  Si 
protesting   against    existing    rates    on    agricultural    prodmts'as 
unreasonable  and  unbearable."  and   requesting  that   the  Senate, 
Interstate  commerce  committee  in  its  investigation  ot   the  raiH 
road   situation   "thoroughly   sift   such   questions   as    income     ex- 
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ilcs,  wages  iiinl  credit  HO  HH  ID  lln.l  ..me  solution  of  the 
rallniiiil  piohlem." 

A  resolution  of  the  Texas  and  Soiilhwi  i.  MI  Cattle  Kaisers' 
\  odailon  favoring  repeal  of  Dial  |i:irl  of  the  I  lanspoi  lallon 

under  which  the  Interstate  Commerce  Commission  hitM  pie 
scribed  inlr:isl:ile  rates  also  wan  Hiihmlltcd  |>y  Senator  t'appei 

Kept.  -I  -illative  Si.  •>•(•!.  of  New  York,  announced.  May  ill,  he 
•ug  up  with  ineiiih(>ra  of  Congress  from  the  Atlantic 
and  I'.iritic  coast  states  the  question  of  going  to  the  Internal, 
r.iiniticicc  Commission  to  ask  a  readjustment  of  Iran  lonti 
neiiial  rates.  Mr.  Siegel  believes  that  hlKli  freight  niton  are 
preventing  Hie  movcme 1  Inul:,  Irnm  the  we.. I  In  tllx  east. 

NEW  LEGISLATION 

The  Traffic   World   Waihinalott  Darren 

Senator  Watson  of  Indiana  has  Introduced  a  bill  (8.  1863) 
in  iieinie  what  conRtltutes  "substantial  Interest"  under  section 
|o  of  the  Clayton  anti-trust  act  relating  to  dealings  lietween  rail 
•  i .1  and  suppl.v  companies.  The  bill  provides  that  "substantial 
Interest,"  UH  used  In  section  10,  shall  mean  a  financial  Interest 
of  1  per  cent  or  more.  Under  section  10  competitive  bidding  IH 
required  when-  officials  of  a  railroad  company  have  a  substantial 
iin.  i. .  i  in  the  company  from  which  supplies  arc  bought. 

Representative  O'Brien  Introduced  a  bill  (II.  U.  6426)  provld- 
I'or  the  exemption  of  vessels  of  the  United  States  from  the 

•nent    of    lolls    when    passing    through    the    Panama    ('anal 

S<  nator  Capper,  of  Kansas,  has  Introduced  another  bill 
IS  1851)  to  repeal  Section  15a  of  the  transportation  act.  The 

itor  introduced  a  bill  (S.  1150)  April  25  which  provided, 
amom:  other  things,  for  the  repeal  of  the  rate-making  section. 

Senator  Cummins  has  reirit roduced  the  bill  (S.  1876)  ap- 
proved tiy  the  Senate  Interstate  commerce  committee  at  the  last 

ion  of  Congress  providing  for  modification  of  Section  10  of 
ih<  Clayton  anti-trust  act. 

Ki  pn  si  'illative  Sander*,  of  Indiana,  has  Introduced  a  bill 
(II.  It.  MM)  amending  subdivision  (a)  of  section  209  of  the 
nan.  inirtailun  act  so  that  "a  carrier  by  water  not  controlled  by 
any  railroad  company,"  whose  system  of  transportation  was 
under  lederal  control  at  the  time  such  control  was  terminated, 
may  enjoy  the  benefits  of  the  guaranty  for  the  six  months  fol- 
low m:-.  ti  il'  ral  control.  The  bill  Is  Identical  with  the  one  Intro- 
duced at  the  last  .session  of  Congress  by  Representative  Coady, 
di  Maryland,  with  the  view  of  making  It  possible  for  the  Mer- 
chants .t  Miners  Transportation  Company  to  receive  guaranty 
payments  from  the  government. 

SHIPPERS'  TRANSPORTATION  VIEWS 

I    \,|,||,  "...    I|I|IM-II.I|     hi'     W.     .1.     I,.     llallhain,    (iencial    Tr.-ifllc     M:n 

(MI     Kluvatoi    Co.,    Ma.\    m.   ut,.i.-   Ihe  New   York  Conference  "I    Himl- 
I,,,H.) 

Transportation  Is  the  most  important   problem   in  the  coun- 
try today  and  It  Is  only  right  and  proper  that  buyers  of  trans- 
poriaiion  should,  at.  this  time,  ask  the  reasons  for  the  present 
.  1 1  led  and  unsatisfactory  conditions  now  existing  In  our  varl- 
nii.    nan  initiation  agencies. 

The  public  Is  entitled  to  prompt  movement  of  freight  and 
the  carriers,  when  performing  this  service,  are  entitled  to  Just 
and  reasonable  rates.  There  are  three  forms  of  transportation, 
namely,  rail,  waterways  and  highways.  The  public  Is  entitled 
to  that  form  of  transportation  which  Is  most  economical  ami 
should  not  be  compelled  to  use  any  form  of  transportation  which 
not  perform  the  service,  both  from  a  time  and  rate  stand- 
in,  m,  to  which  it  is  entitled. 

We  are  facing  a  peculiar  condition  In  the  country  today. 
(in  one  hand,  the  carriers  state  It  IB  necessary  for  them  to  se- 
cure additional  revenue,  amounting  to  $1,000,000,000  a  year,  In 
oider  that  their  lines  may  be  operated  financially  successfully. 
on  ihe  other  hand,  a  large  number  of  shippers  state  the  present 
hi  rates  must  be  materially  reduced  In  order  to  move  the 
traffic, 

The  public,  who  In  the  end  must  pay  the  bill,  feels  that  the 
present  high  transportation  charges  tend  materially  to  Increase 
i  lie  cost  of  all  forms  of  production.  As  the  result  of  the  high 

ilng  rail  freight  rates,  the  shippers  of  the  country  are  divert- 
in  cnniiiiouB  tonnage  from  the  rail  carriers  to  the  water- 
ways and  highways,  with  the  result  that  the  rail  carriers  are 
Ihowlng  a  marked  decreased  tonnage  moving  over  their  lines 
and.  notwithstanding  the  Increase  granted  them,  they  are  stll 
unable  to  earn  barely  sufficient  to  meet  their  operating  cost. 

The  westein  lines  are  suffering  from  keen  competition  on 
shipments  moving  to  and  from  tin-  Pacific  coast  by  reason  of  the 
fad  that  large  freight  shipments  are  now  being  transported  via 
the  Panama  Canal  at  rates  substantially  lower  than  all-rail  rates. 
The  carriers  are  also  required  to  meet  highway  competition, 
which  Is  handling  a  large  amount  of  tonnage  to  short-haul  points, 
giving  more  prompt  service  and  In  many  Instances  at  lower 

s.     I  do  not  believe  our  present  transportation  difficulties 
can    be   solved    by   further   increasing   the   rates   now   In   effect, 
What   IH  vitally  needed  at  the  present  time  Is  the  coordlnat 
of  all   foin,     of  transportation  with  view  to  eliminating  unfair 
competition. 


IF  It    In  true   Ilml    He    i  ;   latex  are  loo  I  Irli   «<  movn 

the    tnifllr    and    f<>- 

I.  iid>  mi    should    |,e   dowrittaid    in.ie.nl    ,,{    upward.   It    would 

seem     Ihe     only     Wai      Hie     II.  ill-poll.  .....  II      plldllem     -I,      I,.         ,. 

limn    a    financial    viewpoint,    would    ha  in.-   of 

reducing   the  present   nml  of  tranHpoi  tailon 

one  ol    the   principal    reductions   that    will    him    to   d«    < 
Is    the    present    high    rout    of    labor.     This    ndn  ,-ic.    how 

i,    will    not    MolVe    Ihe   problem.      I    helleve    II  i    raving 

ili.     lail   ,  .1111,  i  -  can   make  ;li    thin   lime  IH   Ir,    ihe   moie   l| 
use  of  their  equipment    and   liy   (he   more   Intensive  IIHC   of   ' 
I'imlnal    facilities       l:<  <  <  m    figures    show    lhat    the  cnr 

milcjii-c  per  dity  Is  about  2!>  miles.     Home  of  tin-  principal  ma- 
sons  which  explain    tin-   pic   .  ni    ,ai    mil.  age  today   ale   that   cam 
are   ,1,1,1',  ,,|    in    HariHll    fin    vaiioit.i    •  .  .IHOIIH,   and    the   i.nii.i- 
unalde   to   make   prompt    ,1,  livery   of   earn,   due   to   r<,ngcsllon   In 
their    lermlnals.     The    shippers    are.    likewise,    to    blame,    due    lo 
the  fact   thai    cars    lire   not    unloaded    prompt!)    on    anlval    al    ,!• 
livery    point.      Delays    to    lens  than  carload    shipments    add    n, 
lially  lo  the  carriers'  and  shippers'  expense,  due  to  tin-  fad   ' 
there  Is  no  definite  plan  now   In  effect   covering  the  pickup 

of   ICHS  than  cai  load    freight    at   our   freight    terminals. 


With  the  natural  Increase  of  business  In  Ihe  country,  st<  [>H 
should  he  taken  at  this  lime  iliat  would  leml  In  ,  hminate  the 
congestion  of  freight  and  delay  of  cars  caused  principally  by  the 
la.k  of  sulllclenl  terminals  to  handle  freight  under  piesenl  ineih- 
ods.  One  of  the  greatest  savings  that  can  he  made,  in  which 
hoth  the  carriers  and  shippers  would  s«-cun-  benefits  (In  iciroin. 
can  be  brought  about  by  the  national  adoption  of  a  stoic  dour 
delivery  service.  Store  door  delivery,  In  principle,  IH  sound,  and 
It  seems  to  be  the  only  method  by  which  lr"kht  can  he  m.. 
lo  and  from  our  terminals  In  Ihe  shortest  possible  time 

Canada  has  solved    tie  i   congcstlcn   problem  by  the 

adoption  of  store  door  delivery.  Practically  since  the  Inception 
of  railroading  in  eastern  Canada,  carriers  have  p;c,vld'-<|  in  prln- 
ripal  dl:  intuiting  centers  a  cartage  service  to  and  from  tin  ii 
freight  lermlnals  and  the  warehouses  or  store  door  of  the  ship 
per  nnd  consignee.  Both  services  appear  to  be  economically 
sound,  even  when  viewed  from  the  standpoint  of  the  carrier's 
Interest. 

It  Is  Interesting  to  note  the  reasonable  teaming  charges  In 
Canada   which    Is    made   pomdble   by   organized    learning    under   a 
store    door   delivery    service.     The   average   cartage    rale,    to    and 
from    the   carriers'   terminals   In   Canada,   covering  a   dl.Htam  • 
approximately  2'/4   miles,  averages  6  cents  per  hundred   pounds. 
While    It    Is    generally    admitted    that    store    door    d,  hv.iv     has 
proven  a  success  In  Canada,  the  questlcn  arises  as  to  wheiln-i 
or  not  the  same  system  can  be  used  for  moving  freight   to  and 
from   leiminals  In  this  country.     It   Is  my  opinion  ihai    i  he  ; 
clple  ol'  store  door  delivery  could  h,-  ma,!.  in  the  m 

ment  of  freight  to  and  from  our  lermlnals,  with  the  except  im 
that    it    would   be   necessary  to   make   certain   changes   to  M 
varying   conditions    In    different    parts   of   the    coimirv       A    :-n,,d 
transportation    slogan    for    us    to   adopt    would    be:     "Keep    i  in- 
freight  moving  and  eliminate  the  cost  of  the  short   haul 
initial   expense."     The  freight  that.  In  my  opinion,  could   I,.    • 
handled    through   a   store   door   delivery   system,   wruld    be   such 

hi    that    requires  station  or  platform  service. 

A  g(neral  outline  covering  store  door  d«lu<ty  in  our  large 
shipping  and  receiving  centers  would  be  as  follows:  The  car- 
riers when  unloading  freight  In  their  termlna's  would  he  re- 
quired to  segregate  freight  on  then-  piers  for  d.liv-iv  to  such 
zones  as  might  be  agreed  upon  among  the  shippers,  teaming 
companies  and  carriers.  The  learning  coiiipanii  s.  acting  either 
as  agents  for  the  shippers  or  carriers,  would  ih,-n  load  all  freight 
for  delivery  into  the  shipping  rone,  and  delivery  would  be  made 
direct  to  the  consignee's  door  or  warehouse  without  delay 
•  limlnatlon  of  delays  to  trucks  and  by  full  loading,  id. 
charges  would  be  materially  reduced.  Similar  arrangements 
could  be  made  to  take  care  of  outbound  shipments,  which  could 
be  delivered  to  the  teaming  companies  under  a  similar  arrange- 
ment, covering  Inbound  shipments,  delivery  to  be  made  as  far 
as  possible  during  the  afternoon. 

The  benefits  that  will  accrue  to  the  carrier  by  the  adoption 
of  store  door  delivery   would   be  as  follows:     The  present  free 
time  on   freight   would   he  eliminated,  as  It   would  not   be  neces- 
sary to  hold  freight   In   the  terminals  other  than  for  segrega 
and  loading  on  trucks;  this  arrangement  will  enable  the  can 
to  handle  a  greater  tonnage  through  their  present  terminal  facili- 
ties and  would  release  their  car  equipment  m«re  promptly;  cars 
now  being  held   for  loading  and   unloading  will   then   lie  in    'In- 
service  of  the  carrier  and  should    produce   a  revcniiv   Instead  of 
a  loss  which  exists  under  1  1  •   arrangement 

The  present  cost  of  handling  freight   through  the  terminals 
warrants  the  carriers  taking  all  steps  possible  toward  the  pr» 
lemoval  of  freight  from  their  terminals.     No  storage  charge  Is 
sufficient  to  reimburse  the  carriers  for  freight   In  Id  in 
mlnals  on  account  of  the  space  occupied,  the  extra  labor  tin, 
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consequent  congestion,  and  the  cost  of  shipments  lost  or  dam- 
Store  door  delivery  has  many  advantages  to  the  shippers. 
Under  store  door  delivery  freight  shipments  would  be  delivered 
practically  on  day  of  arrival. 

With  the  elimination  of  trucks  from  our  freight  terminals, 
carrying  part  loads  and  with  the  further  elimination  of  the  de- 
lay due  to  the  large  number  of  trucks  hauling  to  and  from  our 
terminals,  the  cartage  charges  should  be  accordingly  reduced. 
It  is  estimated  in  New  York  that,  due  to  delay  of  teams  at  ter- 
minals in  picking  up  and  delivering  freight,  the  shippers  are 
required  to  pay  approximately  $200,000,000  a  year,  from  which 
they  receive  no  benefit.  If  store  door  delivery  makes  this  sav- 
ing possible,  why  is  it  not  adopted?  I  have  not  been  able  to 
ascertain  any  good  and  sufficient  reason,  with  the  exception 
that  the  carriers  have  felt  at  times  that  if  store  door  delivery 
were  placed  into  effect  as  a  carrier's  service,  it  might  result,  at 
a  later  date,  in  the  carriers  being  required  to  absorb  the  team- 
ing charge  as  part  of  the  through  rate.  In  advocating  store  door 
delivery,  I  have  made  it  clear  that  the  shippers  and  receivers  of 
freight  will  be  required  to  pay  an  extra  rate  for  teaming  in 
addition  to  the  usual  freight  charges.  There  seem  to  be  no 
objections  on  the  part  of  the  shippers  to  this  arrangement  and 
for  that  reason  the  carriers  should  not  use  this  as  an  objection 
to  store  door  delivery. 

The  second  objection  to  store  door  delivery  seems  to  be 
the  question  of  liability  for  loss  and  damage  to  shipments  when 
moving  between  the  freight  terminals  and  the  shipper's  ware- 
houses. The  carriers  could  protect  themselves  from  claims  of 
this  character,  if  the  teaming  were  part  of  the  carriers'  service, 
by  contracts  and  agreements  with  the  teaming  companies  op- 
erating to  and  from  their  terminals.  If  the  teaming  was  per- 
formed as  a  shippers'  service,  they,  likewise  could  protect  them- 
selves against  loss  and  damage  by  similar  means.  These,  how- 
ever, in  my  opinion,  are  minor  details  and  can  easily  be  adjusted 
between  the  interested  parties,  once  the  principles  of  store  door 
delivery  are  agreed  upon. 

Recent  press  articles  show  that  the  shipping  public  is  taking 
an  active  interest  in  the  question  of  store  door  delivery  and  its 
adoption  is  being  urged  in  some  of  our  smaller  cities  in  order 
that  the  shipping  public  may  be  better  informed  as  to  its  ad- 
vantages and  disadvantages.  As  a  direct  result  of  recommenda- 
tions made  by  the  transportation  committee  of  the  Federal  High- 
way Council,  a  joint  meeting  was  held  in  Baltimore  between 
the  shippers  and  carriers  with  vi\jv  to  the  establishing  a  store 
door  delivery  and  pick-up  service  in  that  city.  Both  carriers' 
and  shippers'  representatives  agreed  upon  the  principles  of  store 
door  delivery  and  have  undertaken  to  ureg  its  speedy  adoption. 
It  is  authoritatively  stated  that  a  saving  to  Baltimore  ship- 
pers alone  of  between  two  and  three  millions  of  dollars  annually 
will  be  brought  about.  In  addition,  a  greater  saving  to  the  car- 
riers will  be  made  possible  with  the  adoption  of  the  system  in 
Baltimore  and  its  extension  throughout  the  country,  in  that  the 
serious  present  problems  of  extended  terminal  facilities  to  meet 
the  expected  increased  demands  of  traffic  will  be  eliminated. 
Another  big  saving,  it  is  suggested,  will  be  made  possible  in 
that  the  rolling  stock  will  not  have  to  be  increased  to  the  extent 
that  it  otherwise  would,  due  to  the  rapid  unloading  of  freight  cars 
once  they  reach  the  terminal  and  the  possibility  for  putting 
them  immediately  into  use  again.  Particularly  will  this  prove 
true,  it  is  believed,  during  the  periods  of  the  year  when  heaviest 
demands  are  made  upon  th«  rolling  stock. 

Uses  of  the  Highways 

Highway  transportation  should  be  given  serious  considera- 
tion, both  by  the  carriers  and  shippers  of  the  country  with  view 
to  relieving  the  rail  carriers  of  the  short  haul  of  less-than-car- 
load  shipments  to  near-by  points.  It  is  generally  agreed  upon 
among  the  rail  carriers  that  the  hauling  of  less-than-carload 
freight  to  cities  within  forty  miles  of  the  shipping  points  is  car- 
ried at  a  loss. 

This  is  caused  by  the  high  terminal  and  labor  charges,  which 
ake  short-haul   business   decidedly  unprofitable  and    from  fig- 
furnished  to  the  Interstate  Commerce  Commission  by  the 
carriers,  it  was  clearly  shown  that  short-haul  freight  moving 
stances  ot  approximately  forty  miles  is  at  a  loss  to  the  car- 
ers, amounting  to  12  cents  per  hundred  pounds,  not  withstand- 
fact  that  the  line-haul  charge  was  not  considered    Short- 
Ight  is  costing  the  rail  carriers  of  the  country  enormous 
over  and  above  the  revenue  derived  therefrom,  and  it  is 
is  of  freight  that  should  be  moved  via  motor  trucks    in 
the  shipping  public  may  be  relieved  of  this  extra  cost, 
truck  offers  many  advantages  to  the  shippers  of  the 
the  way  of  service  and  reasonable  rates.     The  move- 
relght,  which  properly  belongs  to  the  highways,  is  a 
r  which  should  be  most  seriously  considered  by  the  shippers 
of  the  country. 

TOat nropapunderstandlng  of  the  "field"  of  the  various  trans- 

Mrtatton  nrenclea  la  vital   "out  in  deterinTnTnTThls '  UeTd-eacH 

ransportatlon   should  bear  its   proper  responsibilities 

that  no  one  class  of  common  carrier  should  be 

I  by  the  federal  government  or  the  states  to  the  dis- 


advantage of  other  competing  agencies;  and  that  only  by  mu- 
tual understanding  of  the  proper  relationships  can  the  good  of 
the  public  as  a  whole  be  advanced,  while  the  encouragement 
of  active  and  forced  competition  would,  on  the  other  hand,  in 
the  end  be  destructive.  The  further  development  of  the  rural 
motor  express  would  tend  to  diminish  the  now  high  cost  of  food 
products.  The  farmer  is  entitled  to  up-to-date  transportation  in 
order  that  the  products  of  the  fields  can  be  distributed  and 
transported  to  the  consuming  points  at  reasonable  rates  and 
with  prompt  service. 

We  need  more  brains  in  all  forms  of  transportation  and 
fewer  embargoes.  Transportation  is  a  science  and  has  not 
reached  the  proper  point  of  development  to  which  the  shipping 
public  is  entitled. 

I  am  satisfied  that,  with  the  right  kind  of  co-operation  be- 
tween shippers  and  carriers  of  the  country,  the  present  service 
can  be  greatly  improved  and  both  the  carrier's  and  shipper's 
expense  can  be  greatly  reduced. 

I  urge,  most  strongly,  that  the  carriers'  and  shippers'  in- 
terests of  the  country  organize  for  the  purpose  of  conferring 
with  each  other  as  to  the  best  ways  and  means  of  improving 
transportation.  Carriers  and  shippers  must  get  together  and 
stay  together  until  the  transportation  problem  is  solved,  which 
will  bring  with  it  many  benefits  to  all  interested  parties,  and 
will  do  much  to  reduce  the  present  high  cost  of  manufacturing 
and  living,  which  is  sorely  needed  in  the  country  at  this  time. 


CHAMBER  OF  COMMERCE  REPORT 

The   Traffic   World   Washington  Bureau 

Railroad  operating  expenses  must  be  reduced  before  the  \j 
financial  stability  and  the  credit  of  the  railroads  can  be  re-estab- 
lished, according  to  a  report  prepared  by  the  railroad  committee 
of  the  Chamber  of  Commerce  of  the  United  States.  In  studying 
the  railroad  situation  of  the  last  year  the  committee  comes  to 
the  conclusion  that  even  with  increased  traffic  that  will  come 
with  the  gradual  return  of  business  prosperity,  the  business  of 
railroad  transportation  cannot  he  restored  to  a  profitable" basE 
until  the  present  lii^li  operating  expenses  are  cut  down. 

The  committee  urges  the  railroads  to  "adopt  more  economic 
methods  of  operation  wherever  changes  in  present  practice 
promise  to  result  in  greater  efficiency  and  economy,"  and  then 
points  out  where  some  economies  can  be  effected.  In  this  con- 
nection the  committee  takes  the  position  that  "readjustment  of 
salaries  and  wages  is  in  progress  in  all  other  industries,  and  it 
is  to  be  assumed  that  railroad  wages  will  in  the  future,  as  they 
have  in  the  past,  bear  an  equitable  relationship  to  wages  paid  in 
other  activities."  The  committee  also  believes  that  the  group- 
ing or  consolidation  of  railroads  must  ultimately  be  accom- 
plished. 

According  to  the  report,  "the  question  that  reaches  to  the 
heart  of  the  matter  is,  'How  can  the  railroads  increase  net  oper- 
ating income?'  To  find  an  answer  to  this  question,  the  railroads 
must  somehow  reduce  operating  expenses.  This  they  are  striv- 
ing to  do  by  efforts  to  increase  operating  efficiency  and  to  re- 
duce the  costs  of  materials  and  labor  required  for  the  perform- 
ance of  the  services  rendered.  It  is  recognized  by  the  railroads 
that  rates  and  fares  cannot  be  increased.  Gross  revenues  will 
undoubtedly  rise  with  the  gradual  revival  of  business  as  eco- 
nomic conditions  return  to  normal.  It  is,  however,  believed  that 
the  increased  net  operating  income  that  will  come  with  the  grad- 
ual expansion  of  business  will  not  be  sufficient  to  re-establish  the 
financial  stability  and  the  credit  of  the  railroads,  unless  the  cost 
per  unit  of  service  can  be  greatly  reduced. 

"Every  railroad  company  must  earnestly  seek  to  adopt  more 
economic  methods  of  operation  wherever  changes  in  present 
practice  promise  to  result  in  greater  efficiency  and  economy. 
The  first  step  towards  the  accomplishment  of  greater  economies 
in  the  operation  of  railroads  is  the  larger  co-operation  of  the  car- 
riers with  each  other  in  the  performance  of  their  services.  In 
terminal  organization  and  management  the  co-operation  of  the 
carriers  is  especially  urgent,  and  in  this  field  undoubtedly  many 
economies  can  be  brought  about. 

"Under  the  stress  of  competition  that  has  prevailed  in  the 
past,  each  carrier  has  developed  such  facilities  in  each  of  its  large 
terminals  as  its  individual  business  required,  or  as  its  available 
capital  permitted.  There  has  been  much  duplication  of  facilities 
and  of  investment. 

"There  are  evidences  of  earnest  desire  of  some  railroad  com- 
panies to  unite  in  the  preparation  of  plans  for  the  unification  and 
aevelopment  of  terminals  in  the  large  cities.    The  Interstate  Corn- 
Commission   should    exercise   all    the    influence    possible 
the  transportation  act  of  1920  to  further  all  such  efforts. 
It  experience  should  develop  the  need  for  legislation  giving  the 
Commission  greater  power  than  it  now  possesses  to  compel  car- 
's to   co-operate   in   terminal   organization   and   development, 
such  legislation  should  be  enacted. 

['The  committee  feels  that  an  earnest  effort  on  the  part  of  the 

•  reduce  operating  expenses  wherever  possible,  and  to 

crease  the  efficiency  with  which  they  conduct  their  business, 

will    .e  appreciated  by  the  public.     Whatever  economies  may  be 

by  changes  in  operating  methods,  there  must  inevitably 
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be  a  reduction  in  the  percentage  which  salaries  nnd  wages  com- 
prise of  the  total  operating  revenue.  Th.-  pay  roll  of  the  rail- 
roads in  1!I17  amounted  to  $1.700,000,000,  or  about  45  per  cent  of 
the  operating  revenue.  In  1920  the  pay  roll  had  more  than  dou- 
bled, having  risen  to  $3,750.000,000,  which  was  about  60  per  cent 
of  operating  revenue.  Readjustment  of  salaries  and  wages  Is  in 
progress  In  all  industries,  and  It  is  to  be  assumed  that  railroad 
wages  will  in  the  future,  as  they  have  in  the  past,  bear  an  equit- 
able relationship  to  wages  paid  in  other  activities.  The  Railroad 
Committee  assumes  that  every  effort  will  be  made  by  the  car- 
s  to  maintain  equitable  scales  of  wages  for  different  classes 
of  employment.  While  wages  must  be  reduced,  no  class  of  labor 
should  bear  an  inequitable  share  of  the  burden  of  the  rehabilita- 
tion period  and  all  should  render  a  full  eight  hours'  service  for 
Bight  hours'  pay. 

"For  several  years  comparatively  little  new  capital  has  been 
invested  in  railroads.  Had  there  been  no  European  war,  and  had 
business- conditions  been  prosperous,  from  $3,000,000,000  to  $5,000,- 
000,000  would  have  been  invested  in  American  railroads  during 
the  past  six  or  seven  years.  Terminal  development,  additions  to 
line  and  yard  trackage,  the  purchase  of  locomotives  and  cars;  in 
fact,  railroad  progress  in  every  phase  has  been  halted.  In  order 
that  the  business  of  the  country  may  revive  and  go  ahead  at  a 
desirable  pace,  a  large  amount  of  capital  must  be  put  into  the 
facilities  for  railroad  transportation. 

"This  capital  must  be  obtained  by  railroads  owned  and  op- 
erated by  private  corporations,  and  the  capital  must  be  supplied 
by  the  investing  public.  It  is  obvious  that  the  public  will  not 
invest  in  the  railroads  unless  a  return  of  at  least  five  and  one- 
half  or  six  per  cent  per  annum  is  reasonably  certain.  In  plan- 
ning for  the  future  of  the  railroads,  provision  must  be  made  for 
a  net  operating  income  that  will  enable  the  railroad  companies  to 
pay  a  reasonable  return  upon  capital  investment. 

"The  present  situation  is  presumably  a  temporary  one.  If  it 
were  not,  it  would  be  extremely  serious.  The  tentative  valua- 
tion of  the  railroads  as  fixed  by  the  Interstate  Commerce  Com- 
mission in  1920  is  $18,900,000,000.  The  transportation  act  of 
1920  declares  that,  for  the  two  years  following  March  1,  1920, 
five  and  one-half  per  cent  per  annum  shall  be  deemed  a  reason- 
able return  upon  the  value  of  the  railroad  property.  To  pay  five 
and  one-half  per  cent  on  $18,900,000,000  requires  a  net  income 
available  for  the  compensation  of  capital  of  $1,039,500,000  per 
annum.  During  the  year  1920  the  total  operating  revenue  of  the 
railroads  was  $6,225,000,000,  an  amount  $1,000,000,000  greater 
than  the  gross  revenue  for  1919.  But  during  the  year  operating 
and  other  expenses  rose  so  rapidly  that  the  net  operating  income 
of  the  railways  in  1920  was  only  $62,265,000,  or  less  than  one- 
sixteenth  of  the  amount  Congress  has  declared  by  statute  to  con- 
stitute a  reasonable  return  upon  capital  invested  in  the  railroads. 
"The  plan  of  voluntary  consolidation  is  to  be  tried  out.  At 
the  present  time  it  is  uncertain  how  far  railroad  companies  will 
be  disposed  to  go  or  how  far  they  will  be  able  under  probable 
financial  conditions  to  proceed  in  accomplishing  the  grouping 
or  consolidation  of  our  many  railroad  lines  into  the  contem- 
plated limited  number  of  large  permanent  systems.  The  group- 
ing or  consolidation  of  railroads  must  ultimately  be  accomplished. 
In  order  to  maintain  rate  structures  that  are  fair  to  the  public 
as  a  whole  and  adequately  profitable  to  the  railroads,  it  is  neces- 
sary to  have  railroad  systems  of  approximately  equal  financial 
stability  and  strength.  In  order  to  enable  those  sections  of  the 
country  now  served  by  weak  and  struggling  railroads  to  obtain 
the  transportation  facilities  required  in  the  public  interest, 
it  is  necessary  to  do  away  with  the  'weak  sisters'  as  separate 
entities.  What  the  country  needs  is  a  railroad  transportation 
system  strong  and  progressive  in  all  its  parts.  The  attainment 
of  this  must  be  the  ultimate  goal  of  public  policy. 

•  "Along  with  the  grouping  of  railroads,  whether  by  voluntary 
or  compulsory  process,  must  go  federal  incorporation.  The 
strong  permanent  railroad  systems  of  the  future  should  be  sub- 
ject, as  corporations,  to  the  authority  of  the  federal  govern- 
ment. This  will  be  of  advantage  to  the  railroad  companies.  It 
will  simplify  the  problems  of  government  regulation;  it  will  be 
in  the  interest  of  the  public  as  a  whole.  The  Chamber  of  Com- 
merce of  the  United  States  by  referendum  has  declared  itself 
in  favor  of  federal  incorporation  of  railroads  engaged  in  inter- 
state commerce.  It  is  to  be  regretted  that  legislation  has  thus  far 
failed  to  provide  for  carrying  out  this  policy. 

"The  committee  does  not  recommend  additional  legislation 
on  the  railroad  question  at  the  present  time.  It  will  be  desirable 
to  have  further  experience  under  the  transportation  act  of  1920 
before  considering  amendments  or  additions  to  that  law.  As 
has  been  pointed  out  in  this  report,  the  railroads  are  sharing 
with  .other  enterprises  the  misfortunes  of  the  hour.  Before  an- 
other year  is  over,  it  is  possible  that  business  conditions  and 
railroad  traffic  and  earnings  will  be  more  favorable.  Another 
year  will  give  Congress  a  better  perspective  of  the  railroad  situa- 
tion. In  the  meantime,  a  committee  of  the  Senate  will  have  In- 
quired into  the  present  difficulties  of  the  railroads  and  into  the 
workings  of  the  act  of  1920.  That  Investigation  will  enable  Con- 
gress to  act  with  a  fuller  knowledge  than  it  possesses  at  the  pres- 
ent time." 


SHORT  LINE  ASSN.  MEETING 


Tin   Traffic   World  H'tuttinglon  Itttrttu 
A i    Hi.-  .-ifl-moon  session  of  tin-  Am..i.;.n   Short   I.in.-  Kail- 

'"•"'    A' •'•'"""'.••    annual    mcetlaj  .    Ma)     18     :.     .-•     ,    . 

president  of  the  association.  r,-pon,-,|  ,|,..  ,..„,,„  „,  „  ronf;.r,.n,... 
held  that  day  with  DIrtCtor  C.-n.-ral  Davis  relative  to  th«-  status 
of  short  lines  un.l.-r  si-Hion  20-1.  of  ih«.  transportation  act,  pro- 
viding for  the  reimborMment  of  deficit*  incurred  by  short  lines 
which  were  not  operated  by  the  gov.-rnm.  in  during  any  part  of 
the  period  of  federal  control. 

Mr  Cass  explained  that  the  Commission  had  ruled  that  the 
short  lines  were  under  federal  control  the  first  six  months  of 
federal  control  and  that,  on  the  other  hand,  the  former  Director 
General  had  ruled  they  were  not  under  federal  control  during 
L  ,*!!  .1*  n'onth8  or  at  any  time.  Between  the  two  rulings 
he  said,  the  short  lines  were  cut  off  from  relief  for  the  first  six 
nths  an  t  was  that  question  which  was  put  up  to  the  D!- 

Mr.  Davis,  according  to  the  report  made  by  Mr  Cass  be- 
lieves the  short  lines  were  not  treated  fairly  by  the  Railroad 
Administration  and  is  ready  to  do  what  he  can  to  see  that  they 
t  a  square  deal.  He  said  he  would  accept  a  clear-cut  state- 

t  from  them  as  to  the  issue  involved  and  submit  It  to  the 
President  for  decision.  He  said  he  preferred,  however,  accord- 
hag  to  Mr.  Cass,  to  have  the  short  lines  and  the  Railroad  Ad- 
ministration join  in  a  statement  of  facts  to  be  submitted  to  the 
U.  S  Court  of  Claims  for  a  ruling  as  to  whether  or  not  the 

nf  °trL  T  7  H™  1S?.eur  federal  contro1  durlng  the  flm  8ix  month« 
of  that  period.  With  a  ruling  from  the  Court  of  Claims  that 

the  roads  were  under  federal  control  for  that  period  and  that 
therefore  the  Railroad  Administration  is  obligated  to  pay  the 
short  lines  compensation  and  make  good  deficits  for  that  period 
the  Director  General  said  he  could  go  to  Congress  and  ask  for 
the  necessary  funds  to  pay  the  short  lines 

Mr    Cass  said  Mr.  Davis  holds  that  the  short  lines  were 
federal  control  for  the  first  six  months  and  that  he  be- 
lieved the  Court  of  Claims  would  so  hold. 

The  matter  will  be  taken  up  with  the  Director  General  by 
the  executive  officers  of  the  association. 

IT*  ^A  ref°lution  offered  by  Ross  Beason,  of  the  Salt  Lake  & 
Utah  authorizing  the  president  of  the  association  to  establish 
a  central  purchasing  agency  for  the  purchase  of  materials  and 
supplies  for  short  lines  was  adopted.  Under  the  resolution  only 
those  short  lines  which  desire  to  make  purchases  through  the 
central  agency  will  participate  therein  and  the  expenses  will 
be  borne  by  those  companies  which  make  use  of  the  agency 
and  not  by  the  association  as  a  whole. 

In  connection  with  the  adoption  of  the  resolution  President 
Robinson  said  the  Interstate  Commerce  Commission  was  mov- 
ing forward  in  its  efforts  to  promote  more  economical  opera- 
tion of  railroads  and  that  there  was  a  feeling  at  the  Commis- 
sion that  the  short  lines  had  been  paying  too  much  for  supplies 

A  resolution  was  adopted  authorizing  the  officers  of  the 
association  to  draw  up  a  resolution  to  the  effect  that  motor 
truck  lines,  freight  or  passenger,  operating  on  the  public  high- 
ways, should  be  taxed  for  the  maintenance  of  highways  and  be 
subject  to  some  regulation  and  be  required  to  adhere  to  a 
schedule  of  published  rates  for  their  services.  The  officers 
further  were  authorized  to  draw  up  a  resolution  for  submission 
to  Congress  recommending  that  in  the  enactment  of  legislation 
providing  for  federal  aid  in  the  building  of  highways  provision 
be  made  for  some  regulation  of  motor  trucks  on  the  highways. 
There  was  considerable  discussion  of  the  motor  truck  competi- 
tion and  of  the  fact  that  motor  trucks  tear  up  the  highways. 

A  letter  from  Commissioner  Eastman  was  read  on  the  sub- 
ject of  short  lines  not  observing  the  accounting  rules  of  the 
Commission.  He  said  the  Commission  was  having  considerable 
difficulty  in  getting  many  short  lines  to  observe  the  regulations. 
Mr.  Cas.s  said  a  Commission  official  had  told  him  that  the  Com- 
mission was  seriously  considering  prosecuting  some  short  lines 
for  ignoring  the  accounting  rules  of  the  Commission.  He  said 
he  had  been  informed  that  many  short  lines  did  not  keep  records 
as  required  by  the  Commission. 

The  following  resolution  with  respect  to  rate  reductions  was 
adopted : 

Resolved.  That  It  la  the  sense  of  this  meeting  that  at  the  present 
time  and  under  present  conditions  earnings  of  the  railroads  are  not 
such  as  that  a  reduction  in  rates  would  be  beneficial,  but.  to  the  con- 
trary. I).-  harmful  to  the  country  as  a  whole.  We  believe  that  with 
the  return  toward  normal  conditions  the  operating  costs  will  decline 
and  the  traffic  of  the  country  Increase  so  that  a  reduction  In  rates 
could  be  made  with  Justice  to  all  and  without  harm  to  any.  There- 
fore, we  express  as  the  sense1  of  this  meeting  that  as  ami'  when  the 
facts  will  Justify  that  rates  may  and  should  I  I  to  what.-v.-r 

extent  nnd  In  whatever  manner  the  Interstate  Commerce  '<  •••iniiiission. 
In  the  discharge  of  its  duty  under  the  rate  section  of  the  transporta-     • 
tlon  act  of  1920.  may  find  to  he  right  and  proper. 

Adoption  of  the  resolution  followed  a  motion  by  F.  J.  Lls- 
man  of  New  York  that  Congress  and  the  Commission  be  asked 
that  rates  be  not  reduced,  except  In  a  few  cases  where  they 
are  too  high,  until  January  1,  1922,  or  until  such  time  aa  the 
volume  of  business  reaches  the  level  of  1920.  The  view  was 
expressed  that  such  a  motion  would  have  no  effect  because  of 
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the  provisions  of  the  transportation  act  laying  down  the  rate- 
making  rule  for  the  Commission,  and  it  was  then  decided  to 
appoint  a  committee  to  draft  a  resolution  on  rates. 

The  officers  of  the  association  were  re-elected  as  follows: 
Bird  M.  Robinson,  president;  Ben  B.  Cain,  general  counsel; 
T  F  Whittelsey,  secretary -treasurer;  B.  S.  Barker  of  Gaines- 
ville, Ga..  L.  S.  Cass  of  Waterloo,  la.,  and  F.  J.  Lisman  of  New 
York,  vice-president. 

The  following  were  elected  on  the  executive  board:  Eastern 
district,  B.  Dawson  Coleman  of  Philadelphia,  William  E.  Halm 
of  New  York,  J.  S.  Jones  of  Columbus,  O.,  and  H.  B.  Stewart 
of  Canton,  O.  Southern  district:  C.  W.  Pidcock,  Moultrie,  Ga.; 
J.  T.  Cochrane,  Mobile,  Ala.;  S.  G.  Bates,  Riverton,  Ky.;  John 
M.  Dwight,  Washington,  D.  C,;  George  W.  Hardin,  Johnson  City, 
Trnn  Western  district:  William  C.  Dows,  Cedar  Rapids,  la.; 
K.  I)  Klemm,  Kansas  City,  Mo.;  W.  C.  Orem,  Salt  Lake  City; 
E.  D.  Luce,  Minneapolis,  Minn.  Pacific  district:  C.  M.  Oddie, 
G.  F.  Detrick,  W.  F.  Swobe  and  H.  B.  Tooker,  all  of  San  Fran- 
cisco. 


MANUFACTURERS  ON  RATES 

The  National  Association  of  Manufacturers,  in  convention 
in  New  York,  May  18,  adopted  the  following  resolution: 

Whereas,  The  serious  condition  of  our  railroads  is  a  matter  of 
common  knowledge,  and  . 

Whereas.  The  situation  calls  not  only  for  careful  but  for  calm 
consideration, 

Resolved,  That  it  is  prudent  for  shippers  to  desist  from  agitation 
for  a  general  reduction  of  rates,  and  instead  for  each  shipper  or  asso- 
ciation of  shippers  who  feels  that  he  has  a  grievance  to  endeavor  to 
compose  the  matter  with  the  carrier  involved,  and  failing  that,  to  take 
the  case  in  the  orderly  way  to  the  Interstate  Commerce  Commission; 

Further  Resolved,  That  it  is  our  belief  that  the  Railroad  Labor 
Board  should  make  every  endeavor  to  reach  definite  conclusions  with 
the  utmost  promptness: 

Further  Resolved,  That  reason  and  experience  demonstrate  that 
every  tribunal  the  purpose  of  which  is  to  decide  or  adjust  disputes 
threatening  the  paramount  public  interest  in  the  uninterrupted  and 
efficient  operation  of  common  carriers  should  be  composed  exclusively 
of  representatives  of  the  public. 


COMPLAINT  AGAINST  EXPRESS  COS. 

The  Traffic  World  Washington  Bureau 

A  complaint  against  the  American  Railway  Express  Com- 
pany and  the  Southeastern  Express  Company,  alleging  bad  faith 
on  the  part  of  the  former,  has  been  sent  to  the  Commission  by 
Charles  E.  Cotterill  on  behalf  of  the  Southern  Fisheries  Associa- 
tion. 

Commenting  on  the  fact  that  during  federal  control  the  ex- 
press companies  were  consolidated,  but  that  the  consolidated 
company  continued  in  business  thereafter  only  by  permis- 
sion of  the  Commission,  the  fishermen  assert  that,  "in  sanction- 
ing the  continued  operation  of  the  American  Railway  Express 
Company,  this  Commission  was  greatly  influenced  by  the  con- 
viction that  the  policies  of  the  American  Railway  Express 
Company,  announced  to  the  Commission  and  the  public  gen- 
erally, were  such  as  to  assure  the  absence  of  monopolistic 
practices  or  tendencies  by  that  company,  even  though  possessed 
of  a  monopoly,  in  fact,  at  the  time  such  company  was  created 
and  at  the  time  this  Commission  authorized  the  continuance 
of  its  existence  and  oneration. 

"Complainant  is  further  advised,  and  therefore  avers,  that 
in  seeking  authority  for  its  continued  existence  and  operation, 
the  American  Railway  Express  Company,  through  its  highest 
executives  and  counsel,  repeatedly  declared  it  to  be  the  purpose 
of  that  company  not  to  undertake  to  prevent  the  formation  of 
any  new  express  companies  that  might  come  into  existence  or 
to  interfere  in  any  manner  with  the  development  of  competition 
that  might  ensue  by  reason  of  the  formation  of  any  such  new 
company  or  companies." 

By  implication,  Cotterill  asserts,  in  his  petition  for  universal 
through  routes  and  joint  rates  between  the  two  companies,  that 
the  Southeastern  Express  Company  relied  on  these  promises  to 
abstain  from  monopolistic  practices  and  undertook  to  install  an 
express  service  on  the  Southern  Railway  System  and  to  that 
end  filed  a  general  concurrence  in  the  tariffs  of  the  American 
Railway  Express  Company,  intending  to  do  its  share  toward 
furnishing  the  facilities  for  the  speediest  possible  dispatch  of 
express  matter  over  the  rails  on  which  it  operates. 

The  American  Railway  Express  Company,  however,  did  not 
carry  into  effect  such  general  concurrence  of  the  Southeastern, 
the  complaint  asserts,  but  did  file  a  blanket  supplement  to  all 
its  tariffs,  "in  large  measure  defeating  the  purposes  of  such  gen- 
eral concurrence  and  having  the  effect  of  virtually  strangling  the 
operations  of  the  Southeastern  Express  Company  in  their  in- 
ception, especially  in  the  matter  of  through  routes  and  service. 
Specifically,  the  American  Railway  Express  Company,  in  its 
iaid  blanket  supplements,  has  avoided  the  formation  of  through 
>utes  and  joint  rates  between  it  and  the  Southeastern  Express 
:ompany  in  all  cases  where  it  is  physically  possible  for  the 
\merican  Railway  Express  Company  to  perform  the  entire  serv- 

Mtw«en  the  points  of  origin  and  destination,  regardless  of 
the  nature  or  inadequacy  thereof. 

The  consequence  Is  that  at  the  present  time  the  express 


business  in  the  southern  states  has  been  thrown  into  a  state 
of  confusion,  resulting  in  the  practical  absence  of  genuine  ex- 
press service  Where  the  direct  and  logical  route  between  two 
points  would  be  formed  by  the  American  and  Southeastern  ex- 
press companies  such  a  through  route  does  not  exist  if  the 
American  Railway  Express  Company  has  agencies  at  both  the 
point  of  origin  and  destination,  although  the  route  of  the  Ameri- 
can Railway  Express  Company  may  be  very  circuitous  and  in 
other  respects  inadequate. 

"Furthermore,  complainant  is  informed  and  believes,  and 
therefore  avers,  that  in  many  instances  where  the  point  of  des- 
tination is  served  exclusively  by  the  Southeastern  Express  Com- 
pany it  is  the  policy  and  practice  of  the  American  Railway  Ex- 
press Company,  on  through  business,  to  turn  the  traffic  over 
to  the  Southeastern  at  the  junction  point  nearest  the  point  of 
destination  instead  of  at  the  junction  point  via  which  the  most 
direct  and  expeditious  service  might  be  rendered. 

"All  of  the  foregoing  constitute  serious  detriments  to  the 
business  of  the  members  of  the  complaining  association  and, 
likewise,  in  practical  effect,  throttle  the  normal  and  legitimate 
operations  of  the  Southeastern  Express  Company,  thereby  tend- 
ing to  diminish,  if  not  altogether  eliminate,  that  kind  and  de- 
gree of  competition  in  the  rendition  of  express  service  which 
is  in  the  public  interest  and  which  the  executives  of  the  Ameri- 
can Railway  Express  Company  led  the  public  and  this  Commis- 
sion to  believe  would  be  welcomed  by  it.  Such  practices  of 
the  American  Railway  Express  Company  are  monopolistic  in 
character  and  were  not  in  contemplation  of  Congress,  the  Com- 
mission or  the  public  in  extending  to  the  American  Railway 
Express  Company  the  opportunity  to  continue  in  existence  and 
to  operate  as  a  consolidation  of  the  former  individual  express 
companies. 

"Complainant  is  advised,  and  therefore  avers,  that  notwith- 
standing this  Commission,  under  the  powers  conferred  upon  it 
by  the  transportation  act,  1920,  authorized  the  continued  ex- 
istence and  operation  of  the  American  Railway  Express  Com- 
pany, although  constituting  at  that  time  a  monopoly  in  fact, 
such  authorization  by  this  Commission  did  not  give  to  the 
American  Railway  Express  Company  immunity  to  adopt  monopo- 
listic practices  in  violation  of  the  Sherman  anti-trust  law  as 
construed  by  the  Supreme  Court  of  the  United  States  in  the 
"steel  trust"  cases.  Complainant  avers  that  the  test  of  an  un- 
lawful monopoly  is  the  manner  in  which  the  power  of  monopoly 
is  exercised;  and  that  the  deliberate  adoption  of  monopolistic 
practices  by  the  American  Railway  Express  Company,  in  the 
manner  above  described,  furnishes  to  this  Commission  justifi- 
cation for  the  rendition  of  a  report  to  the  United  States  Depart- 
ment of  Justice,  with  the  recommendation  that  proceedings  be 
instituted  to  enjoin  and  restrain  the  continuation  of  such  mo- 
nopolistic practices  by  the  American  Railway  Express  Company. 

"Without  regard  to  that,  however,  complainant  appeals  to 
the  Commission  for  the  exercise  by  the  Commission  of  its  own 
power  in  the  premises  under  the  transportation  act,  1920,  and 
the  interstate  commerce  act.  Complainant  avers  that  in  the 
operation  of  express  service  in  this  country  it  does  not  suffice 
that  there  may  be  merely  an  existing  route  between  two  points, 
regardless  of  its  nature.  Whether  the  service  be  performed  by 
one  or  two  companies,  it  is  of  especial  importance  to  the  fresh 
fish  industry  and  to  other  industries  handling  perishable  prod- 
ucts that  there  shall  be  available  at  all  times  an  unrestricted 
choice  of  routes  and  facilities  for  the  shipment  of  such  products 
by  express." 


CAR  LOADING  STATISTICS 

The  Traffic   World   Washington  Bureau 

Preliminary  statistics  prepared  by  the  Bureau  of  Railway 
Economics  for  the  month  of  March  show  that  Class  1  roads 
averaged  27.1  tons  per  car  in  that  month,  as  compared  with 
28.4  tons  in  February  and  28.3  tons  in  March,  1920.  The  per- 
centage of  unserviceable  cars  in  March  was  10.8,  as  compared 
with  9.7  in  February  and  7  in  March,  1920.  The  per  cent  of 
loaded  car-miles  to  total  car-miles  was  63.3  in  March,  as  com- 
pared with  61.1  in  February  and  72.3  in  March,  1920.  The  car- 
miles  per  day  averaged  20.9  in  March,  as  compared  with  21.3  in 
February  and  23.8  in  March,  1920. 


REGULATIONS  FOR  TOY  TORPEDOES 
The  Commission,  in  an  order  dated  May  23,  amended  para- 
graph 1501  (i)  of  the  regulations  covering  the  shipment  of  ex- 
plosives by  freight  and  express  so  as  to  clarify  it  in  its  applica- 
tion to  toy  torpedoes  of  specified  sizes  and  specified  amounts 
of  various  explosives.  The  amended  regulation  becomes  effec- 
tive May  30. 


ELECTRIC   SHORT   LINE   BONDS 

The  Electric  Short  Line  Railway  Company  of  Minnesota 
has  been  authorized  by  the  Commission  to  sell  $40,000  of  first 
mortgage  5  per  cent  15-year  gold  bonds  at  par,  the  proceeds 
to  be  devoted  to  extension  of  the  company's  line  of  railway 
beyond  Hutchinson,  Minn. 


May  28,  1921 
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SHIPPING  BOARD  CRITICIZED 

The  Tragic   World   H'ashinuton  Bureau 

Representative  Good,  chairman  of  the  House  committee  on 
Appropriations,  during  debate  mi  the  deficiency  appropriation 
bill,  criticized  the  Shipping  Board  for  not  having  Hold  Its  ships 
after  the  armistice  and  declared  one  trouble  with  the  Shipping 
Hoard  hail  In •<  n  the  changing  of  the  head  and  personnel  of  the 
organization  too  frequently. 

"What  I  am  complaining  about  Is  not  the  failure  to  carry 
out  the  policy  that  was  granted  18  months  after  the  armistice 
was  signed,"  said  Representative  Good.  "I  am  complaining  be- 
raiiM'  ni  the  failure  to  carry  out  the  provisions  of  the  original 
act  that  authorized  the  sale.  There  was  never  any  time,  long 
before  Congress  passed  the  law  referred  to,  when  the  committee 
on  appropriations  was  trying  to  get  the  Shipping  Board  to  sell 
these  ships  and  we  refused  to  give  appropriations,  but  told  them 
to  sell  the  ships  and  use  the  money.  But  the  board  refused  to 
sell.  Less  than  six  months  ago  the  director  of  operations  came 
before  us  and  said  that  he  would  have  for  next  year  an  operating 
surplus  of  more  than  $50,000,000.  The  hope  of  making  these 
large  profits  prevented  the  board  from  adopting  a  policy  for  dis- 
posal of  the  ships.  Now  they  did  not  send  the  director  of  op- 
erations before  us  at  the  recent  hearings.  Oh,  no!  He  was  an 
optimist,  he  saw  larger  profits  in  operations,  but  they  sent  the 
assistant  before  us,  and  he  says  that  the  losses  in  operations 
for  the  last  three  months  of  this  year  will  amount  to  $18,000,000. 
He  said  that  they  would  have  that  much  loss  next  year  before 
they  get  on  a  paying  condition.  Do  you  know  that  you  have 
a  fleet  down  here  in  the  lower  Potomac  of  274  wooden  boats 
chained  up  together,  and  every  three  months  you  are  compelled 
to  pay  over  $111,000  to  keep  those  ships  that  you  cannot  give 
away?  You  cannot  find  a  man  who  will  take  one  of  those  ships 
if  you  will  give  it  to  him.  We  are  paying  now  about  $500,000 
a  year,  and  at  one  time  they  told  us  they  could  sell  them.  Why 
did  not  they  do  it? 

"I  hope  in  the  very  near  future  we  shall  have  some  business- 
like administration  of  that  office.  We  have  done  everything  we 
can  to  compel  this  board  to  sell  these  ships,  but  now  there  is 
no  sale  at  any  price.  They  are  operating  ships  at  a  consider- 
able loss.  They  have  something  like  600  steel  vessels  tied  up 
at  the  piers,  and  in  many  cases  it  is  costing  us  $1,500  per  month 
for  each  vessel  while  it  is  tied  up.  They  also  made  a  contract 
of  charter  with  other  companies,  which  was  a  most  foolish  and 
unbusinesslike  charter.  Under  that  charter,  for  example,  a  con- 
cern with,  say,  10  large  steamships  and  having  trade  routes 
established,  finds,  because  of  the  depression,  that  their  trade 
fell  off  and  their  steamers  went  out  of  various  ports  with  very 
small  cargoes.  Finally  it  commenced  to  tie  up  its  boats.  Then 
it  went  to  the  Shipping  Board  and  said  that  they  could  use  three 
of  the  Shipping  Board's  cargo  vessels,  and  entered  into  a  charter 
arrangement  with  the  Shipping  Board  for  three  vessels.  Then 
it  would  tie  up  its  10  boats  because  they  were  running  at  a  loss 
and  it  would  send  out  the  three  boats  which  it  had  chartered 
from  the  Shipping  Board  under  a  contract  that  if  the  company 
made  any  money  the  profits  were  to  be  divided  with  the  Ship- 
ping Board,  and  if  they  lost  the  government  of  the  United 
States  would  pay  every  penny  of  the  loss.  That  is  the  condition, 
and  yet  you  wonder  why  it  has  been  necessary  to  bring  in  de- 
ficiency bills." 

Mr.  Good  said  the  Shipping  Board  was  losing  money  at  the 
rate  of  $5,000,000  a  month  and  that,  therefore,  it  was  necessary 
to  make  a  deficiency  appropriation.  He  said  he  hoped  the  Pres- 
ident would  be  fortunate  enough  to  find  men  for  the  board  who 
will  be  able  to  bring  order  out  of  confusion  in  the  Shipping 
Board. 

Representative  Wingo  of  Arkansas  inquired  when  the  pres- 
ent administration  was  going  to  begin  to  function  and  appoint 
a  duly  constituted  legal  board.  He  said  the  shipping  of  the 
world  was  slipping  away  from  the  United  States  "and  we  are 
siting  still,  doing  nothing,  waiting,  waiting,  waiting,  and  nobody 
can  tell  us  what  the  policy  is  or  whither  we  are  drifting." 

Representative  Davis  of  Tennessee  said  he  thought  it  well 
to  call  attention  to  the  fact  that  although  the  present  admin- 
istration went  into  office  two  months  and  17  days  ago,  a  Ship- 
ping Board  has  not  been  appointed.  He  said  the  only  reason 
given  for  the  delay  was  that  the  President  was  endeavoring  to 
persuade  a  certain  man  to  accept  the  chairmanship. 

"Who  is  this  man?"  he  asked.  "It  is  J.  A.  Farrell,  the  head 
of  the  United  States  Steel  Corporation,  one  of  the  greatest  mo- 
nopolies and  trusts  in  the  world,  If  not  the  greatest,  and  the  one 
concern  that  has  been  more  interested  In  the  sale  of  a  com- 
modity entering  into  the  construction  of  our  present  merchant 
marine  and  in  the  sale  of  steel  which  would  enter  into  future 
ship  construction  than  any  other  concern  on  earth.  Why  is  It 
that  this  man's  qualifications  are  such  that  it  IB  necessary  to 
continue  waiting  for  a  longer  period  than  two  months  and  1 
days  in  an  effort  to  persuade  him  to  become  the  chairman  of 
that  Shipping  Board,  to  deal  with  and  dispose  of  our  government 
merchant  marine,  which  cost  the  people  $4,000,000.000?  Is  he 
I  lie  only  man  in  the  United  States  who  is  capable?  Is  he  the 
only  man  in  America  who  can  be  appointed  to  assume  that  posi- 


tion? Whin  peculiarity  In  there  iilioni  Mr  Kurrcll.  ami  ••*i>'-'-lally 
In  the  light  of  I  he  poxiilon  he  hold*  and  bin  environment*  and 
his  IntereM*.  that  impel-,  iliiw  admiriiNtration  in  continue  await- 
ing his  pleasure,  imd  lit  the  unnif  Him-  Inr  ltepubll<  an  ni'  n 
of  thin  House  lo  i  iiiiri/.e  the  board,  that  hax  no  authority  at  all, 
for  not  acting?" 

Replying  to  the  criticism  of  I'M  si.l.-ni  Harding  for  delaying 
In  the  appointment  of  a  board.  Mr.  (iood  itald: 

"I  want  to  eay  to  you  when  you  look  at  thin  act  which  re- 
quires the  President  to  select  a  couple  of  comml*sloners  from 
the  Pacific  coast,  a  couple  from  the  Atlantic  coast,  a  couple 
from  the  Interior,  and  then  when  you  realize  the  fact  that  the 
President  Is  trying  to  get  $IOM.»IM>  men  to  All  fl2.<Hi«  pi 
you  will  only  begin  to  visualize  the  i'i.  -  i.l<  -MI'S  ilillir  ultlen.  | 
have  great  consideration  for  the  President  In  this  matter.  I 
regref  the  delay  In  the  appointment,  but  I  believe  we  will  noon 
have  a  board  capable  to  do  the  task  before  It.  Just  as  we  are 
beginning  to  see,  and  the  world  is  beginning  to  see,  the  effect 
of  a  great  national  foreign  policy,  and  nee  how  the  world  Is 
pleased  with  It  and  how  our  own  people  are  pleased  with  It,  so 
I  doubt  not  that  we  shall  soon  see  a  great  American  policy  Inau- 
gurated by  a  new  Shipping  Board,  and  that  American  policy 
will  be  to  place  these  ships  In  private  ownership  under  the 
American  flag  and  such  conditions  that  they  can  compete  with 
every  competitor. 

"That,  I  think,  will  be  the  American  policy,  and  must  be 
based  upon  some  such  consideration.  I  believe  you  will  see  men 
on  this  board  who  will  be  able,  in  a  very  businesslike  way.  to 
effect  that  result.  Criticism  Is  made  of  Mr.  Farrell,  who  has 
been  picked  by  the  press  to  head  this  organization.  I  do  not 
know  whom  the  President  has  In  mind  for  this  high  and  Im- 
portant place,  but  the  gentleman  who  makes  the  criticism  ap- 
pears to  be  so  ignorant  of  the  actual  facts  that  he  docs  not 
know  that  Mr.  Farrell  will  not  be  permitted  under  existing 
law  to  practically  purchase  a  ton  of  steel.  Yet  such  Is  the 
case.  No  new  contracts  are  to  be  let  for  ships.  We  have  all 
of  the  steel  and  the  equipment  already  purchased.  The  great 
problem  of  the  Shipping  Board  will  be  to  sell  and  dispose  of 
these  ships  and  to  operate  them  until  disposed  of.  During  the 
war  one  of  the  men  whose  genius  brought  real  order  to  the 
Emergency  Fleet  Corporation,  a  man  who  was  able  to  turn  out 
ships,  was  Charles  M.  Schwab.  Another  was  Charles  Piez.  Mr. 
Schwab  was  the  outstanding  figure,  and  it  was  his  wonderful 
genius  that  produced  real  ships  for  us.  Those  two  men,  above 
all  others,  were  the  men  who  accomplished  real  things  in  the 
production  of  ships.  Their  appointment  by  President  Wilson 
was  to  his  great  credit.  They  were  great  officials.  You  will 
not  find  that  Mr.  Schwab  in  the  discharge  of  his  duties  ever 
did  a  thing  that  was  unfair  or  took  an  unjust  advantage  in  favor 
of  his  company,  and  if  the  President  is  fortunate  enough  to 
secure  the  services  of  Mr.  Farrell  to  head  this  board,  he  will  be 
the  country  will  be  fortunate  indeed,  and  it  is  indeed  unfor- 
tunate that  any  criticism  should  be  made  here  at  this  time  that 
might  embarrass  the  President,  if  he  is  attempting  to  bring  to 
the  service  such  a  distinguished  and  able  man  as  Mr.  Farrell." 

Representative  Hardy  of  Texas,  in  a  defense  of  the  Shipping 
Board,  said  no  well-informed  men  could  truthfully  say  that  the 
board  had  not  endeavored  to  sell  its  ships. 


FREIGHTS  AND  CHARTERS 

(Issued  by  the   f.   S.   Shipping  Board) 
May  19 

There  seems  to  be  more  prospect  for  business  in  the  ship- 
ping line  than  for  some  time,  and  were  it  not  for  the  present 
strike  of  marine  workers,  the  ship  owners  would  now  be  retriev- 
ing some  of  the  lost  time. 

Each  day  indications  point  to  the  closing  of  steamer 
charters  for  European  and  South  American  destinations,  but 
charterers  are  adverse  to  having  these  fixtures  made  public. 

During  the  past  few  days  there  has  been  an  increasing  de- 
mand for  grain  carriers  from  Canadian,  Gulf  and  North  Pacific 
ports,  and  many  charters  have  been  closed  for  European  des- 
tinations. It  is  reported  that  approximately  a  million  dollars' 
worth  of  grain  and  flour  were  loaded  at  Portland,  Ore.,  one  day 
last  week  for  Europe. 

A  considerable  quantity  of  wheat  Is  yet  to  be  moved  from 
Portland  before  the  close  of  the  crop  year,  and  the  uncertainty 
attending  the  movement  of  American  vessels  during  the  marine 
workers'  strike  Is  forcing  business  into  the  hands  of  the  foreign 
carriers,  whose  coming  and  going  Is  unhampered. 

Charters 

Str.  Antonlos  Stathatos.  3.365  tons.  n.  r.  Northern  Range  to  Port 
f-aid.  36s  3d.  coal,  prompt. 

Str.  Lafcomo.  3.434  tons.  River  Plate  to  Cont..  grain.  $  1  if  up 
ri\er  loading,  and  J9  if  lower  ports.  June  15. 

Str.    France   Mam    <.T»p.).    I .:'  \t1antlc    Range   to   Rotter- 

dam,  coal.    $5.50   option    Hnmlxni.-.    $.">.""•:    prompt. 

Str.  West  Apaum.  4,430  tons.  Atlantic  Range  to  I  .  K.,  coal.  I5.J6: 
prompt. 

May  20 

Forwarding  houses  find  shipping  unimproved,  although  they 
are  receiving  many  inquiries.  General  cargo,  although  small 
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In  volume,  is  carried  overseas  mostly  in  foreign  bottoms,  the 
regular  steamship  lines  getting  the  bulk  of  trade. 

Now  and  then  an  American  steamer  manages  to  leave  port 
In  spite  of  the  strike,  and  clearances  by  the  customs  service  are 
running  about  as  high  as  before  the  trouble  began.  Accumula- 
tions of  freight  are  reported  in  many  places. 

Grain  has  ceased  to  arrive  at  north  Atlantic  American  ports, 
but  from  Canada  considerable  quantities  continue  to  move  over- 
sea at  rates  recently  quoted. 

Some  coal  is  moving  up  the  coast  from  Hampton  to  Port- 
land and  other  north  Atlantic  ports,  sailing  vessels  being  mostly 
employed,  at  about  $1.50  a  ton.  Exports  of  American  coal  are 
reported  quite  satisfactory,  but  American  bottoms  are  not  figur- 
ing as  prominently  as  their  owners  would  like  to  see  them. 

Grain  from  the  northwest  Pacific  continues  to  move  in  large 
quantities.  One  of  the  latest  charters  is  that  of  a  12,000-ton 
tank  steamer  to  take  a  cargo  of  10,000  long  tons  of  wheat  from 
Portland,  Ore.,  to  Europe,  the  terms  being  private.  This  is  said 
to  be  the  largest  cargo  of  cereal  ever  moved  out  of  Portland. 

Notwithstanding  the  general  dullness  of  the  market  and  the 
drop  in  both  imports  and  exports,  several  new  steamship  lines 
have  established  regular  service  to  Buenos  Aires  since  the  first 
of  the  year.  A  German  firm  is  reported  to  be  planning  to  estab- 
lish a  freight  service  to  Argentina,  eventually  operating  10  or 
12  ships  of  from  approximately  5,500  to  12,000  tons  and  two  tank 
steamers.  This  line  will  bring  German  manufactured  goods  to 
Argentina  and  return  with  raw  materials. 

Charters 

Tank  steamer  Swiftscout  (Am.),  12,000  tons,  Portland,  Ore.,  to 
Europe,  with  10,000  long  tons  of  wheat;  prompt:  terms  private. 

Str.  Grangeborg  (Swed.),  Philadelphia  to  Landskrona,  7,000  tons 
coal:  prompt:  private  terms. 

Str.  Ceylon  (Swed.),  3,267  tons,  a  north  Pacific  port  to  United 
Kingdom  or  Continent,  grain.  57s  6d;  June  15. 

Str.  Lord  Diifferin  (Br.),  3,007  tons,  Atlantic  range  to  United 
Kincdom.  coal,  $6.  free  discharge;  prompt. 

Str.  Turrey  (Nor.),  2,859  tons,  Atlantic  range  to  Gibraltar,  coal, 
$5.75:  prompt. 

Str.  Bastport,  2,705  tons,  Norfolk  to  Bizerta,  coal,  $6.25;  May. 

May  23 

Forwarding  houses  report  a  growing  interest  among  ship- 
pers in  ocean  rates,  some  of  these  inquiries  involving  large  con- 
signments of  American  machinery,  steel  and  other  commodities- 

The  volume  of  export  coal  last  week  exceeded  that  of  any 
previous  similar  period.  It  is  estimated  that  tonnage  for  be- 
tween 200,000  and  300,000  tons  was  fixed,  principally  on  the 
other  side. 

Grain  rates,  which  were  ruling  at  40s  from  the  River  Plate 
to  the  United  Kingdom  prior  to  the  foreign  coal  strike,  have 
advanced  to  55s,  indicating  that  the  call  for  prompt  bottoms  is 
much  better  than  for  some  time.  Unfortunately,  however,  the 
strike  of  the  marine  workers  has  restricted  not  only  the  supply 
of  tonnage  available  for  American  coal  exports  to  the  United 
Kingdom,  but  also  lessened  the  amount  of  tonnage  available  to 
load  American  coals  to  Brazil  and  Plate,  which  would  also  nor- 
mally be  available  for  Argentine  grain. 

One  or  two  time  charter  fixtures  were  reported  for  trans- 
Atlantic  trading  at  or  about  6s  6d,  and  West  Indies  time  char- 
ter rates  continued  at  about  $2.25.  Time  chartering  for  Ameri- 
can account  offers  6s  6d  for  7,000  and  8,000  ton  ships,  delivery 
United  Kingdom  or  Continent  five  to  seven  months,  and  as  long 
as  America  is  contracting  heavily  for  coal  to  the  United  King- 
dom and  other  European  destinations,  more  inquiry  for  time 
charters  for  American  account  may  be  looked  for. 

Charters 

Strs.    Sedgepool    (Br.).    Alkamaar    (Du.),    Formosia    (Sw.)     Kina 
Dan.),  Takatifuku  Maru  (Jap.)  and  Bearport  (Am.),  grain,  Columbia 
River  to  Europe  and  Orient. 

iS1.x,  -J,apa,ne8eT  steamers.  Atlantic  range  to  French  Atlantic  ports, 
coal,  »4.oO;  May-  June. 

Strentz   (Fr.).  3.240  tons,  Atlantic  range  to  United  Kingdom, 
coal,  31s  and  discharge. 

Weyt  Cahokia,  3,521   tons,   and  Str.   Jacob  Christensen.   2,172 

pr?vat'e  terms  range  to  United  Kingdom,  $6,  and  discharge,  the  latter, 

3tr.  Chllley.  Sydney.  C.  B.,  to  United  Kingdom,  coal,  25c;  prompt 

r.  Wrrne  (Br.).  2,425  tons,  Atlantic  range  to  Algiers,  coal,  31s  3d. 

ikwin    (Br.).    2,435    tons,    and    Str.    Buitenzard    (Du.),    4  529 

term*  ranf?e  l°  Atlantlc  Islands,  coal,  31s  3d,  the  latter  private 

coal.StplrlVa1e!ktermse"V"lere  <Fr"K  U28  tO"S>  Virglnla  to  Rio  Grande. 
(DU')-   2'22?  tOnS>   Atlantlc  ran«5e  to  River  Plate, 


aeens  (Dan'>'    Il21°  tOtlS'   Atlantic   ran«e    l°   Plate,    coal, 

Str.  HeatluUe  (Br.).  a  gulf  port  to  Plate,  lumber  $10:  prompt 
8h  'tander  <Am''-  1'60!  "'  r'  <    P 


Issuance  of  "Freights  and  Charters"  was  interfered  with  this 
the  removal  of  the  Division  of  Operations  of  the 


SHIPS  FOR  SALE 

The   Traffic   World    Washington  Bureau 

The  Shipping  Board  has  begun  to  offer  some  of  its  ships  for 
sale  again.  It  will  receive  bids  on  or  before  10:30  a.  m.,  May  31, 
on  three  steel  cargo  steamers  each  in  excess  of  11,000  dead- 
weight tons.  They  are  the  South  Bend,  12,130  tons;  the  Marica, 
11,876  tons,  and  the  Edellyn,  12,500  tons.  The  vessels  are  tied 
up  at  Hog  Island,  Pa. 

The  board  also  will  receive  bids  on  or  before  10:30  a.  m., 
June  15,  on  51  wood  steamship  hulls  and  24  converted  barge 
hulls  located  at  Alameda,  Calif.,  Seattle,  Wash.,  and  Portland, 
Ore.  The  type  of  hulls  to  be  sold,  the  board  announced,  are 
suitable  for  conversion  into  five-masted  barkentines,  schooners 
and  tow  barges,  and  that  hulls  so  converted  heretofore  have 
given  excellent  service  in  the  transportation  of  bulk  cargoes 
such  as  lumber,  petroleum,  minerals  and  general  cargo  in  the 
coastwise  and  transoceanic  trade. 

The  Shipping  Board  has  offered  for  sale  20  steel  tank 
steamers  and  8  concrete  tank  steamers.  Bids  will  be  received 
at  or  before  10:30  a.  m.  June  10.  The  tankers  represent  about 
one-third  of  the  Shipping  Board  tanker  fleet,  and  the  majority 
are  located  at  Mobile,  Ala.,  and  New  Orleans,  La.  The  board 
also  will  consider  offers  for  the  chartering  of  the  vessels  on  a 
bare-boat  or  time-form  basis  for  not  exceeding  three  years. 


iramc  man. 
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is  a  time  and  money  saver  for  the  busy 


STRIKE  OF  MARINE  WORKERS 

The   Traffic   World   Washington  Bureau 

While  Secretary  Davis,  of  the  Department  of  Labor,  be- 
lieved he  had  practically  settled  the  marine  workers'  strike, 
May  21,  when  it  appeared  that  an  agreement  had  been  reached 
between  Admiral  Benson,  chairman  of  the  Shipping  Board,  and 
representatives  of  the  marine  unions,  developments  this  week 
brought  several  hitches  in  the  form  of  objections  by  some  of 
the  marine  workers  and  also  by  the  private  steamship  owners. 

The  executive  committee  of  the  American  Steamship  Own- 
ers' Association  went  so  far  as  to  adopt  a  resolution  to  the  ef- 
fect that  the  encouragement  the  labor  leaders  felt  they  were 
getting  from  the  Secretary  of  Labor  tendod  to  prolong  a  con- 
troversy "which  shows  every  promise  of  being  quickly  and 
completely  ended."  The  committee  said  it  recognized  the  sin- 
cere purpose  of  the  Department  of  Labor  in  endeavoring  to 
end  "a  strike  which  the  Department  knows  is  rapidly  failing," 
and  that  the  efforts  of  the  Department  "at  this  late  stage  serve 
no  good  result,  since  our  own  ships  are  steadily  sailing  and  en- 
gineers and  unlicensed  men  in  increasing  numbers  are  seeking 
employment." 

Representatives  of  the  steamship  owners  were  to  confer 
again  with  Secretary  Davis  May  27.  The  steamship  owners  are 
opposed  to  any  agreement  involving  the  payment  of  overtime 
and  also  look  with  disfavor  on  the  signing  of  any  agreement. 
Admiral  Benson  said  the  board  would  pay  necessary  overtime. 
He  also  looks  with  disfavor  on  signing  a  wage  agreement  with 
the  unions  but  indicated  he  might  do  so. 

It  was  announced  by  the  Labor  Department  May  21  that 
the  strike  had  been  practically  settled  on  a  basis  of  a  wage  cut 
of  15  per  cent  with  certain  changes  in  working  conditions,  so 
far  as  the  marine  engineers  and  the  Shipping  Board  were  con- 
cerned. It  developed  later,  however,  that  some  of  the  marine 
engineers  objected  to  the  proposed  settlement  when  their  lead- 
ers submitted  the  program  to  them.  The  efforts  of  Secretary 
Davis,  as  indicated  by  the  resolution,  also  were  not  received 
enthusiastically  by  the  private  steamship  owners. 

Shipping  Board  officials  assert  conditions  are  practically 
normal  as  far  as  the  sailing  of  vessels  is  concerned.  The  De- 
partment of  Commerce  issued  the  following  statement  showing 
the  number  of  vessels  detained  by  the  strike  and  the  number 
which  had  sailed: 

American  American 

steamers  steamers 

detained  by  departed 

Portland,  Me.    .  strike'  May  2\       May  ^22-  inc' 

Boston.    Mass -,  o                             i  A ; 

New  York,   N.   Y.    .                                         ll 

Philadelphia,    Pa. 
Baltimore.    Md. 

Norfolk.    Va ,2 

Charleston,    S.   C.    . 

Savannah.   Ga 

Tampa,    Fla.    .                                          V 

Mobile,    Ala " 

Now  Orleans,  La.    ...                                             ,, 

Port  Arthur.   Tex.    ,                                      '"• ?i 

Galveston,   Tex 12 

San   Pedro,   Calif.    .                                         .1 

San   Francisco,    Calif.    .                                 if 

Portland.    Ore 7J 

Seattle,  Wash •""":.'.!":"""::  12 

Total     Ii5  Hi 

.fai™an  °f  the  Shipping  Board,  in  a  state- 


,  Board  calls  to  the  attention  of  the  men  again 
iely  just  and  reasonable  position  as  stated  at  the 
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coni'eieiioe  on  April  27  was  a  purely  compromise  measure.  It 
\\as  taken  only  after  the  most  careful  study  and  with  a  genuine 
desire  to  deal  justly  and  to  give  the  men  the  benefit  of  any 
ilniibt,  the  original  proposition  having  Involved  much  greater 

•c  cuts  and  working  conditions  less  favorable  to  the  men. 
It  points  out  that  the  compromise  wage  scale  now  In  effect  la 
the  maximum  scale  at  which  it  can  operate  ships  and  that  any 
talk  of  a  further  compromise  Is  idle. 

"The  results  which  have  been  obtained  in  keeping  In  opera- 
tion practically  a  normal  number  of  ships  demonstrates  that  a 

it  percentage  of  the  men  realize  the  fairness  of  the  position 
of  the  Shipping  Board  in  agreeing  to  only  such  wage  reductions 
and  other  changes  as  were  absolutely  imperative  under  the  new 
economic  conditions. 

"To  the  men  who  have  accepted  the  compromise  and  come 

he  assistance  of  the  government  the  Shipping  Board  reiter- 
ates that  full  protection  will  be  given  to  all  its  crews  regardless 
of  affiliation  or  non-afflliatlon  with  any  organization." 

It  was  announced  in  New  York,  May  22,  however,  that  pro- 
posals looking  to  a  settlement  of  the  nation-wide  marine  strike 
were  rejected  at  a  meeting  of  locals  33  and  80  of  the  Marine 
Engineers'  Beneficial  Association.  The  meeting  had  heard 
a  report  of  a  committee  which  conferred  with  Secretary  of  Labor 
I'avis  at  Washington.  The  proposals  were  reported  to  involve 
acceptance  of  a  reduction  of  wages,  with  concessions  as  to  over- 
time work. 


COMPENSATION  FOR  CAPE  COD  CANAL 

The   Traffic   World   Washington  Bureau 

A  board  of  reference  composed  of  Commissioner  Eastman 
and  John  J.  Hickey,  appointed  by  the  Commission  to  pass  on  the 
question  of  just  compensation  for  the  use  by  the  Director-Gen- 
eral of  the  property  of  the  Boston,  Cape  Cod  and  New  York 
Canal  Company,  has  reported  to  the  President  that  there  was  no 
evidence  before  the  board  by  which  it  could  measure,  in  terms  of 
money  or  otherwise,  the  value  to  the  company  of  that  use  of 
which  it  was  deprived. 

The  referees  found  that  the  period  of  federal  control  of  the 
property  extended  from  July  25,  1918,  to  March  1,  1920;  and 
that  the  canal  was  opened  for  full  operation  on  April  10,  1916. 

The  government  asked  that  the  referees  find  that  the  prop- 
erty had  no  market  rental  value  or  value  in  use  to  the  canal 
company  either  at  the  time  of  the  taking  or  at  any  time  there- 
after during  federal  control;  that  it  was  the  duty  of  the  United 
States  to  return  the  property  at  the  end  of  federal  control  in 
as  good  condition  as  when  taken;  but  that  the  canal  company 
is  not  entitled  to  demand  or  receive  any  sum  of  money  as  just 
compensation;  that  the  government  expended  $359,168  on  the 
property  in  making  good  maintenance  deferred  prior  to  the 
taking;  that  the  War  Department  expended  $134,995  for  similar 
deferred  dredging  of  the  approach  channel  in  Buzzards  Bay; 
that  the  Director-General  expended  $58,666.80  upon  improve- 
ments to  the  property,  which,  if  made  by  the  canal  company, 
would  probably  have  been  chargeable  to  capital  account;  and 
that  the  Director-General  is  liable  for  personal  property  of  the 
canal  company  of  the  value  of  $19,658.81,  which  was  taken  under 
federal  control. 

Counsel  for  the  company  contended  the  property  was  taken 
without  its  consent  and  that  it  should  have  just  compensation 
equal  to  a  fair  return  on  the  cost  of  the  property,  admitted  by 
the  government  to  be  $8,250,000.  The  company  claimed  the 
property  cost  an  amount  largely  in  excess  of  that  sum.  Upon 
brief,  counsel  claimed  anual  just  compensation,  however,  at  the 
rate  of  not  less  than  8  per  cent  on  not  less  than  $16,801,201.11, 
the  alleged  fair  value  of  the  property. 

The  board  said  the  record  "leads  to  the  conclusion  that  the 
company  suffered  no  loss  or  damage  by  reason  of  the  depriva- 
tion." It  held  that  It  was  the  duty  of  the  government  to  return 
the  property  in  substantially  as  good  repair  and  in  substantially 
as  complete  equipment  as  it  was  at  the  beginning  of  such  con- 
trol. The  board  found  that  the  government  had  made  the  ex- 
penditures on  the  property  as  claimed. 


INLAND  WATERWAY  DEVELOPMENT 

The   Traffic   World   Washington  Bureau 

B.  P.  Welty,  former  representative  in  Congress  from  the 
fourth  district  of  Ohio,  in  a  letter  to  President  Harding  under 
date  of  May  18,  requested  the  President's  co-operation  In  the 
development  and  utilization  of  the  inland  waterways.  He  re- 
ferred to  the  assistance  given  to  him  by  the  President  when 
the  latter  was  in  the  Senate  in  procuring  a  survey  of  Ohio 
canals.  His  letter  in  part  follows: 

May  I  not  ask  your  further  interest  in  this  matter  so  as  to  procure 
the  same  advantages  to  states  in  the  Mississippi  Valley  and  west  of 
the  Rockies  as  are  enjoyed  by  those  states  along  the  Atlantic  and  Gulf 

Fruit  in  California,  Oregon  and  Washington  is  going  to  waste 
because  of  the  high  freight  rates  to  the  Mississippi  Valley  and  for  the 
same  reason  the  states  west  of  the  Rockies  are  not  using  the  products 
of  the  mills  und  factories  in  the  valley.  Why  should  it  cost  the 
manufacturer  in  Ohio  $3.03%  per  100  pounds  to  ship  his  product  to 
states  west  of  the  Rockies,  while  his  competitor  In  Boston  pays  only 
$2.00:  when  he  can  make  the  same  shipment  via  New  Orleans  for  less 


tliiui   12.00?     Why   HliiMiM   tin    •  ..M. UNI.  i.   In   |hr   nlnt.-«   of   Knnmm  Ami 
<iiilu  pay  II  f.f.'/i  pvr  I  no  IMHIIKI  ..  nil« 

Ihoxc   In   Minium  hum-tin  "lily    i  ..,.«• 

and    middle    went    run   only    I..     i.miill'.l    I..     II,.     \,\,,\»  -r  '!«  -vi  •!•>; 
IIMC  or  our    Inland  witter  WII.VK. 

AKiiln.    licilinxi'    (if    freight    ennjfi.nl  Inn.    ''ili<  Inniitl.    for    inatnnrr.    W«« 

able   10   purchase  smokeleu   <  ,,»l   fur   <i  'H    p>  i    i..n     »i. 

north    nf    Hi.-    rlvi-r    liml    I"    pay    nx    much    n«    HIM    in    ill    i- 

CIIMPMI    coal,    known   laM   winter  an   "l.lii.-k    tut.  urn    |...v 

the  ciiiiKuiiiM'  ol  Hi  of  tUe  Ohio  rlvi-r  I.,    forever  fleered  because 

df  lack  of  tranepoi  !•.<• 

l-'rom    II"  i    <ln I ii    furnlnhcd    hy    ltn-    Inl.-i 

CommlMlon  ntnl  th.-  Shl|>i>lriK  Hoard  yim   will 
business  limn   in   Kansas  miff,  with   the    i 

man  In  Ohio.     This  Injustice,  I  find,  prevails  In  tti 
the  western  states. 

I   am   writing  tills   '•  .UK  the  peoplr   interested  ne«d 

assistance    In    Hi.-    solution    "f    thin   economic    (mention    hy    IK 
development  and  use  of  our  Inland  wnterwnyn. 

With  the  letter  Mr.  Welty  sent  a  memorandum  of  freight 
rates  compiled  hy  the  Interstate  Commerce  CommlsMon  and  the 
Shipping  Board  to  support  his  references  to  rates  In  his  lei 

Mr.  Welty  also  sent  letters  to  each  senator  and  representa- 
tive of  Congress  from  the  .Mississippi  Valley  and  western  states. 
In  these  letters  he  asked: 

Why  must  the   manufacturer  In   the  Mississippi  Valley  take  over 

J2.000  less   tor   100  ton*  of  machinery   ,,MI|   tool*  In   Sai 

his  competitor  l-vmg  in  Hoston:  and  pay   IIHI  p.  ,   ,  ,  ,,i   „„„,.  f,,r  t.ln  fruit 

from  California? 

With  proper  terminals,  he  said,  barges  can  carry  the  prod- 
ucts of  the  Mississippi  Valley  to  seaboard  for  50  per  cent  less 
than  railroads  do. 

"Must  the  railroads  and  business  go  Into  bankruptcy  before 
we  realize  that  we  are  facing  a  condition  and  not  a  theory?" 
he  asked. 

Mr.  Welty  said  that  the  Miami  and  Erie  Canal,  connecting 
the  Ohio  River  and  Lake  Erie  at  Cincinnati  and  Toledo,  O., 
under  a  report  of  a  survey,  authorized  by  the  Sixty-fifth  Con- 
gress, no  doubt  would  again  be  in  use  in  the  near  future. 


CUSTOMS  REGULATIONS  AMENDMENT 

The  Traffic   World  Washington  Bureau 

Assistant  Secretary  James  H.  Moyle,  of  the  Treasury  De- 
partment, under  date  of  May  6,  has  Issued  a  decision,  T.  D.  No. 
38702,  for  the  guidance  of  collectors  of  customs  and  others  con- 
cerned, as  follows: 

"Article  805  of  the  Customs  Regulations  of  1915,  as  amended 
by  T.  D.  37654  of  May  29,  1918,  is  hereby  further  amended  to 
read  as  follows: 

Art.  805.  Exportation  Without  Appraisement. — When  It  shall  ap- 
pear by  the  invoice,  bill  of  lading,  manifest,  or  other  document  that 
merchandise  arriving  in  the  United  States  and  remaining  in  general 
order  less  than  one  year  was  when  shipped  destined  for  Immediate 
exportation  from  the  United  States,  it  may  be  so  exported.  If  It  shall 
not  so  appear  the  merchandise  may  he  entered  for  exportation  on 
Form  7ol5  without  examination  and  appraisement." 


CURRENT  AMERICAN  SHIPBUILDING 
On  May  1,  1921,  private  American  shipyards  were  building 
or  under  contract  to  build  for  private  shipowners  179  steel  ves- 
sels of  645,224  gross  tons,  compared  with  201  steel  vessels  of 
734,904  gross  tons  on  April  1,  1921.  The  shipyards  have  re- 
ported no  new  contracts  during  April. 

These  figures  do  not  include  government  ships  or  ships 
building  or  contracted  for  by  the  United  States  Shipping  Board. 

STRAWBERRIES  FROM  FLORIDA 

The   Traffic   World   Washington.  Bureau 

A  memorial  from  the  Florida  legislature  to  the  Interstate 
Commerce  Commission  asking  that  the  American  Railway  Ex- 
press Company  be  required  to  furnish  the  strawberry  growers 
of  Florida  express  refrigerator  cars  to  transport  their  straw- 
berries to  northern  markets  similar  to  the  service  now  given 
Louisiana  was  submitted  in  the  Senate,  May  20,  by  Senator 
Fletcher. 

The  memorial  set  forth  that  "the  only  present  method  of 
transporting  said  strawberries  by  carload  lots  by  freight  re- 
frigerator cars  is  very  unsatisfactory  and  disastrous  to  the 
strawberry  growers  of  Florida  because  of  the  long  schedule  by 
freight  refrigerator  sen-ice,  and  if  the  American  Railway  Ex- 
press Company  is  not  required  and  ordered  to  furnish  the  straw- 
berry growers  of  Florida  express  refrigerator  cars  to  transport 
their  strawberry  crops  annually  to  the  northern  markets'  the 
strawberry  growers  of  Florida  will  be  forced  to  abandon  the 
growing  of  strawberries  and  the  state  of  Florida  will  lose  one 
of  her  largest  and  most  valuable  sources  of  revenue." 


TRANSPORTATION  OF  FRUIT  BY  WATER 

•  The   Tragic   World  Washington  Bureau 

Representatives  of  Pacific  Coast  shippers  of  perishable  farm 
products  announced  in  Washington  this  week  that  a  conference 
would  be  held  at  Seattle,  June  1.  of  the  "all  western  committee 
on  water  transportation"  to  put  the  transportation  of  apples 
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and  citrus  fruits  by  water  from  the  Pacific  Coast  ports  to  east- 
ern markets  on  a  permanent  basis. 

Organization  of  the  committee  was  perfected  recently  among 
the  apple  growers  of  the  Northwest  by  C.  S.  Whitcomb,  vice- 
president  of  the  California  Fruit  Growers'  Exchange.  The  ap- 
ple growers  have  pledged  themselves  to  co-operate  with  the 
citrus  fruit  growers,  it  was  said,  in  assuring  permanent  tonnage 
tor  steamship  lines  operating  in  the  intercoastal  service. 

Spokesmen  for  the  fruit  and  apple  growers  in  Washington 
say  the  high  freight  rates  have  driven  the  growers  to  look  to 
water  transportation  for  relief.  They  say  8,000  carloads  of 
apples,  oranges  and  lemons  have  been  promised  by  the  growers 
and  the  plan  is  to  guarantee  that  amount  of  tonnage  to  the 
steamship  companies  which  will  handle  the  cargo. 

FRUIT  SHIPMENTS  VIA  CANAL 

The  Traffic  World   Washington  Bureau 

As  a  result  of  plans  worked  out  in  co-operation  with  the 
Bureau  of  Markets,  U.  S.  Department  of  Agriculture,  the  Atlan- 
tic, Gulf  &  Pacific  Steamship  Company  is  now  contemplating 
arrangements  to  equip  the  steamship  Charles  H.  Cramp  and 
adapt  it  for  use  as  a  practical  laboratory  in  which  the  shipping 
of  citrus  fruits  and  apples  from  the  Pacific  coast  to  eastern 
markets  by  way  of  the  Panama  Canal  can  be  studied. 

Kvery  possible  effort  will  be  made,  it  is  said,  to  equip  the 
ship  with  up-to-date  apparatus  for  the  thorough  study  of  the 
problems  arising  from  this  method  of  transportation.  The  cargo 
space  will  be  divided  into  different  compartments,  in  which 
various  sets  of  conditions  can  be  produced  and  controlled, 
will  also  be  possible  to  make  records  under  variable  transit 
conditions.  Some  factors  that  enter  into  the  transportation  of 
fruits  and  vegetables  through  the  canal  are  temperature,  venti- 
lation, humidity,  and  other  air  conditions.  Various  degrees  of 
ventilation  and  refrigeration  will  be  studied. 

Oranges,  lemons  and  apples  will  be  the  principal  fruits  to 
be  transported  in  the  Charles  H.  Cramp,  which  will  operate  be- 
tween the  Pacific  and  Atlantic  coasts  while  the  tests  are  being 
made.  Several  of  the  American  steamship  lines  are  interested 
in  the  economical  fitting  out  of  ships  to  engage  in  the  trans- 
portation of  perishable  fruits  and  vegetables  by  way  of  the 
canal  to  Atlantic  coast  ports  and  to  Europe. 


CLASSIFICATION  OF  GRAPE  JUICE 

The  complaint  in  docket  No.  12400,  Armour  &  Co.  vs.  A.  G 
S.,  Director-General,  et  al.,  in  which  the  Welch  Grape  Juice  Co. 
has  intervened,  and  on  which  hearing  was  held  before  Examiner 
Money,  in  Chicago,  May  20,  alleges  that  unfermented  grape  juice 
should  be  classed  as  a  non-alcoholic  beverage  in  Southeastern 
territory  and  that  commodity  rates  should  be  applied  accord- 
ingly. 

The  complainants  allege  that  the  full  fifth  class  rate,  as  ap- 
plied on  fruit  juices,  was  applied  on  shipments  into  the  South- 
east from  Westfield,  N.  Y.,  and  that  a  similar  rate  was  applied 
on  shipments  from  Mattewan,  Mich.,  into  the  same  territory  for 
that  part  of  the  haul  south  'of  the  Ohio  River.  The  complaint 
covers  a  total  of  423  cars  and  asks  for  reparation  amounting  to 
$30,000. 

In  order  to  prove  the  chemical  composition  of  this  com- 
modity, A.  M.  Nyquist,  general  superintendent  of  all  of  Armour's 
grape  juice  plants,  was  placed  on  the  stand  by  Armour's  attor- 
ney, Paul  E.  Blanchard.  He  detailed  the  manufacture  of  the 
product  and  asserted  that  only  an  hour  or  two  elapsed  between 
the  time  the  grapes  were  unloaded  from  the  car  and  the  time  the 
bottled  juice  was  packed.  He  said  that  in  his  experience  there 
had  been  only  one  time  when  anything  had  been  added  to  the 
juice  and  that  had  been  on  an  occasion  when  the  grapes  did  not 
have  the  proper  sugar  content,  necessitating  the  addition  of  a 
quantity  of  granulated  sugar. 

Dr.  Paul  Rudnick,  chemist,  said  that  an  analysis  of  the  juice 
showed  that  it  contained  about  the  same  amount  of  alcohol  as 
ginger 'ale  and  other  commodities  usually  classed  as  "non-alco- 
holic beverages."  He  said  his  investigations  had  disclosed  that 
there  was  no  opportunity  for  the  grape  juice  to  ferment  in  the 
process  of  manufacture.  The  hearing  will  continue  on  June  6. 


hundred  cars  a  day  for  even  ten  days  has  usually  been  followed 
by  a  decline  in  the  market.  But  up  to  date,  despite  these  record- 
breaking  shipments,  there  is  no  evidence  of  a  decline  m  the 
orange  market.  They  still  continue,  to  arrive,  and  the  public, 
like  a  hungry  Oliver,  clamors  for  more. 

TRANSCONTINENTAL  RATE  REDUC- 
TIONS 

A  serious  bid  for  some  of  the  tonnage  that  is  now  moving  vial 
the  Panama  Canal  water  route  is  seen  in  the  concerted  move,  an- 
nounced  May  25,  on  the  part  of  the  western  transcontmenta 
lines  to  make  material  reductions  in  the  rates  on  a  number  ot  I 
commodities  from  the  East  to  the  Pacific  coast.    The  proposed 
schedules  are  blanket  rates  and  fourth  section  permission  is 
be  sought  so  that  they  may  be  put  in  without  revising  the  rate; 
to   such  intra-mountain  points   as   Salt  Lake   City,   Great  Falls, 
Denver  and  Tacoma. 

Over  fifty  changes  are  proposed  in  the  westbound  tariffs, 
among  the  most  conspicuous  of  which  are  the  rates  on  pig  iron, 
on  which  the  present  Chicago  and  Birmingham  rate  of  $1  will 
be  reduced  to  90  cents  and  on-  which  a  through  rate  from  Pitts- 
burgh of  $1.05  is  planned. 

The  rates  to  be  made  effective  as  soon  as  concurrence  of  all 
lines  can  be  secured,  according  to  a  statement  issued  May  25, 
by  G.  W.  Lane,  freight  traffic  manager  of  the  Southern  Pacific. 

"Westbound  rates  have  been  checked  to  apply  from  points 
m  Eastern  clrf'npd  trnnscon'lnental  territories  groups  "A"  to  "J" 
inclusive  to  Pacific  Coast  terminals  only,"  says  the  statement. 

"In  addition  to  concurrence  of  eastern  lines,  it  will  be  neces- 
sary to  file  applications  with  the  Interstate  Commerce  Commis- 
sion for  authority  to  apply  the  rate  to  the  terminal  points  only, 
which  involves  waivure  of  the  long  and  short  haul  clause  of 
Interstate  Commerce  Act. 

"The  rates  both  east  and  westbound  are  forced  down  by  low 
rates  made  by  the  water  lines  operating  through  the  Panama 
Canal  between  Pacific  Coast  and  the  Gulf  of  Mexico  and  Atlantic 
ports.  These  depressed  rates  are  to  be  held  to  the  terminal 
points  only  and  will  not  be  applied  at  points  intermediate  to 
Pacific  Coast  terminals. 

"Applications  to  the  Commission  will  be  prepared  and  sub 
mitted  as  quickly  as  it  is  possible  to  complete  the  detail  con- 
nected with  applications  of  such  character. 

"Where  present  rates  are  lower  than  those  checked  in,  the 
lower  rates  will  continue  to  apply;  no  changes  will  be  made. 

"The  eastbound  rates  checked  in  are  as  follows  and  will 
apply  from  Pacific  Coast  terminals  and  intermediate  points  to 
eastern  defined  territories,  Groups  A  to  J  inclusive,  and  will  be 
made  effective  as  socn  as  concurrences  are  secured.  These  rates 
will  not  be  made  to  terminal  and,  therefore,  it  is  not  necessary 
to  make  any  applications  to  the  Interstate  Commerce  Commis- 
sion for  waivure  of  the  long  and  short  haul  clause  as  is  neces- 
sary under  the  westbound  rates,  which  will  be  held  to  apply  at 
Pacific  Coast  terminals  only." 


A  DELUGE  OF  ORANGES 

(New  York  Sun,  May   17) 

It  would  appear  that  the  East  has  an  insatiable  appetite  for 
oiangrs,  according  to  dispatches  from  Los  Angeles,  which  state 
that  the  orange  market  has  broken  all  previous  records  since 
M;irrh  31.  A  perfect  deluge  of  oranges  has  been  pouring  into 
tin'  Kast  from  California  without  cessation,  and  orange  handlers 
are  themselves  amazed  at  the  quantity. 

Prohibitive  freight  rates  apparently  have  no  effect  upon  the 
nhipmenls.  For  nearly  thirty  days  an  average  of  two  hundred 
carloads  of  oranges  a  day  have  been  shipped  East.  The  exact 
figures  show  that  during  a  period  of  twenty-seven  days  5,210 

i  havo  been  sent  o'ut.  This  situation  is  unprecedented,  ac- 
cording to  operators,  who  point  out  that  a  shipment  of  two 


Eastbound  Rates 


New  rates. 
$1.05 


1.05 

1.2". 
1.1  •"> 

1.00 
1.00 
1.00 


Present  rates. 
Boans,   peas,  C.   i,..   rain.   60,000  Ihs  .................  $1.25% 

Canned  salmon,  C.  L.,  min.  70,000  Ibs  ..............   1.16% 

Cfnned  goods,   C.   L.  ;   condensed  milk,   C.   L,..    min. 

60,000    Ihs  ........................................   1.20% 

Dried  fruit,  C.  L.,  min.  60,000  Ibs.— 

In  boxes    .......................................   1.66% 

In   sacks    .......................................   2.00 

Rice,  C.  L.,  min.  60,000  Ibs.  — 

To  Group  "A"    .................................   1.25% 

To  Group  "B"    .............  .......   1.16% 

To  Group   "C"    .................................   1.08% 

Bags  and  bagging,    burlap,   gunny  or  jute:     Import   rate   65   cents, 
carload    minimum    weight    50,000    pounds,    bas    been    checked    in    from 
Pacific  coast  ports  to  Chicago  and  territory  west.     This  when  originat- 
ing from  Calcutta,  etc. 

Rate  of  75   cents  checked   in   on   crude   rubber,   packages,    carload, 
minimum  80,000  pounds,  from  Pacific  coast  to  all  eastern  territory  as 
an    import    rate    applying    on    rubber    originating    in    the    South    Sea 
Islands. 

Westbound  Rates  Applying  to  Pacific  Coast  Terminals  Only 

Present  rates  range 

Group       Group  New 

Commodity.  "A"     to     "J"  rate. 

Canned  goods,  C.   L,  .........................  $1.83%  to  $1.42  $1.30 

Oil  cloth,  linoleums,  C.   L,  .................     183%  to     1.42  1.60 

Drugs  and  medicines.   C.   L,  ..................   3.0S%   to     2.50  2.50 

Cotton  piece  goods.   C.   L,  ..................   2.08%  to     1.66%  1.80 

Bf-lting  and  hofe,  rubber.  C.   L  ...........       266%  to     2.08%  2.10 

Ink.  mucilage,  C.  L  ..........................   2.25%  to     1.66%  l.SO 

Iron    and    steel,    viz.,    bar,    band    and    hoop; 
shingle  bands;  bolts  and  nuts;  horse  shoes: 
plate,     sheet    11    and    heavier;    nails    and 
spikes.   C.   I,  ...............................   1.83%   to     1.25%  1.05 

Pipe  rods  and  bands.  C.  L  .................   1  83%  to     1.42  1.25 

Flooring,  expanded  metal.  C.  L,  ..............   2.08%  to     1.66%  1.25 

Belting  (link),  chain,  C.  L,  ...................   1.83%  to     1.42  1.25 

Castings  and  forgings,  rough,  C.  L  .......         183%  to     1.42  1.25 

Noils,  horse  shoe,  C.   L.  ......................   1.83%  to     1.42  1.25 

Tubing  (not  bent),  open  seam,  C.  L  .........   1.83%  to     1.25%  1.25 

Billets,   blooms,  C.  L  .......................     1  83%  to     l.Zf.%  (*) 

PiS   Iron    .........................  Group    "D"  1.00       to       .92  (*) 

Butts  and  hinges,   C.   L,  ......................   1.83%  to     1.42  1.35 

lion  sheets,  12  and  lighter,  corrugated,  etc, 
C-    L-    ••  .....  •.  ......  ••;  .....................   1-83%  to     1.25%  1.15 

Wrought  iron  pipe  and  boiler  flues.  C.  L,  ____   1.83%  to     1.25%  (**) 

Pipe,  cast  iron,  and  cast  iron  connections  for 

same,  C.  L  ................................  1.83%  to    1.25%          («**) 
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Structural    Iron,   (,'.   I* 

I  Hill    B!  C.     1- 

I'taii"  MIS.    C.    1, 

r    bans,    etc.,    I'.     I, 
T:i  ml  .    .1  ml    oils.    I  '.    I, 

Paper.      C.       I 


.92  to  i  .:.!• 

.83%  to  1.41 

.  12  I..  .l.fiS'i 

.08%  tn 

.83%  to  i  r.' 

.83%  tu  I.IL> 


LM 

.r.r. 

.7.-. 
.?r, 

.65 
.76 


.66 


.65 


• 


N 

:,.i 


Pipe    linings  and  entiiieeiiiins    83%  to     I 

i ; I.' i nl.    1 1     .    enveli  etc.,  C.   L 2.08%   to     1  r.l'.'-j 

Wall   paper,   etc.,   c.    1 2.nx%  to     1.66% 

Paper,  corrugated,    lining,   ete.,   C.   1, I.:i2       tn     ' 

r.    blotting,   etc.,   c.    1 1.92       to     I 

i.   ledger.   I... nd.   etc.,   C.   I, 2.08%   to     1.66% 

r,    wrapping,    tissue,    fruit,    book,    etc., 

•       1 1.83%  to     1.42 

Paper,  toilet,   towels  and   toweling.  C.   L 2.08%   to     1.66% 

Paper,    wrapping,    glazed,    not    printed,    etc.. 

C     1 1.92       to     l.BO 

I'M  par.'il  roonng,  wall  board,  building  paper. 

.    C.    1 1.92       to     1..MI 

Knlil.er  boots  and  shoes.   C.    L 2.66%  to     2.08% 

Sewing   machines.    C.    \. 3.0X%   to     2.:-« 

i.   e.vistic.   soda   ash.    etc.,   C.    1 1.83%  to     1.25% 

Soap   ami    washing    eoniponnds,    ('.    i. 1.02        to      l.Till 

Sail-rains    'hi.  a rlionate  of  soda,   C.    L, 1.83%  to     1.42 

Tacks,    shoe    nails,    etc.,    C.    I, 1.83%    to      1.12 

TV,  iin-  and   cordage,   C.    1 1.83%  to     1.42 

Wire   rope.    C.    1 1.83%  to    ' 

Wire    fencing.    C.    1. 1.83%   to 

C.    I- 1.83%  to 

p., per,    toilet,    iwiper    toweling,    paper    table 

cloths  and  paper  napkins.  C.  L 2.42       to 

(Ihnose  syrup,   molasses,  etc.,  C.   L« 1.83%  to 

de,    crude.    C.    L. 2.00       to     1.58% 

Laid,  in  tank  cars,  westbound — From  Chicago,  $2.12:  from  Miss- 
issippi i;ivi-r.  S-.il:  from  Missouri  River,  $2.17;  from  Colorado.  $2.04 

Sulphate  of  ammonia,  export  rate  of  70  cents,  minimum  weight 
110.000  pounds,  from  Chicago  and  territory  west  to  Pacific  coast  ter- 
minals, when  destined  Asia  and  Oriental  points,  also  Hawaiian 
uplands.  Present  rate  is  90  cents. 

Furniture  rates  are  to  he  revised  and  rates  that  were  In  effect 
pi  lor  to  March  15.  subject  to  limited  valuation  requirements,  will  be 
t, -si.ired  and  applied  to  furniture  when  shipped  under  released  values. 
ami  some  additional  items  will  be  added  to  the  furniture  groupings. 
This  action  complies  with  the  request  of  furniture  manufacturers 
ll'at  has  been  before  the  trans-continental  lines  for  some  time. 
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(*) — 90  cents.  Group  "D"  and  west  and  $1.05  from  Group  "B" 
and  "C." 

(•*) — $1.05,  not  over  12  in.  in  diameter,  min.  wt.  80.000  Ibs.,  and 
$1.25  over  12  in.,  min.  wt.  40,000  Ihs. 

(***)— $1.05,  C.  L.  min.  wt.  60,000  Ibs.,  and  $1.25,  min.  wt.  40.000  Ibs. 

tFrom  Group  "B"  and  west. 

The  Commission  had  not  been  advised,  May  26,  by  the  trans- 
continental railroads  of  their  reported  desire  for  fourth  section 
relief  enabling  them  to  make  reductions  to  meet  competition 
through  the  Panama  Canal.  The  Commission,  however,  received 
requests  from  the  Arizona  commission  and  from  shippers  in 
New  Mexico  advising  that  they  want  to  be  heard  presumably 
in  opposition.  The  list  of  commodities  carried  in  the  statement 
issued  by  G.  W.  Luce,  at  Chicago,  is  practically  the  same  as 
the  schedule  C  commodities  over  which  the  last  great  fight 
apainst  fourth  section  relief  was  made  by  the  intermountain 
country  in  1914. 

TRANSCONTINENTAL  RATES  ON  SUGAR 

The  Traffic   World   Washington  Bureau 

The  Pacific  Coast  and  inter-mountain  country,  having  more 
sugar  than  it  can  use,  transcontinental  railroads  are  trying  to 
restore  the  relationships  of  rates  on  sugar  that  came  into  effect 
as  a  result  of  the  Commission's  decision  of  July  21,  1914,  on 
the  application  of  transcontinental  carriers  for  permission  to 
disregard  the  fourth  section  in  making  rates  on  that  commodity 
from  the  sugar  producing  areas  of  the  far  west  to  Missouri 
River  points  and  Chicago.  In  that  case  the  Commission,  using 
the  New  Orleans-Chicago  rate  as  the  base,  authorized  the  apply- 
ing carriers  to  establish  a  rate  from  the  coast  to  Chicago  25 
cents  higher  than  the  New  Orleans-Chicago  rate.  At  Missouri 
River  points  they  were  authorized  to  establish  rates  23  cents 
higher  than  the  rate  from  New  Orleans. 

In  Supplement  No.  5  to  his  eastbound  Tariff  No.  3-D,  I.  C.  C. 
1087,  effective  June  27,  R.  H.  Countiss  has  proposed  reductions 
in  rates  from  transcontinental  groups  of  origin  to  destination 
as  far  east  as  Chicago  rate  points,  which,  in  his  opinion,  will 
nearly  restore  the  relationships.  If  allowed  to  become  opera- 
tive, the  reductions,  it  is  believed,  will  inject  factors  into  the 
sugar  rate  adjustment  that  will  stir  up  the  industry  as  much 
as  it  was  stirred  in  1914,  when  the  Pacific  Coast  beet  sugar  pro- 
ducers and  cane  refiners  induced  the  railroads  serving  them  to 
give  them  a  helping  hand  to  pry  open  the  door  to  the  market 
which  Atlantic  and  gulf  port  refiners  had  theretofore  divided 
with  the  beet  sugar  producers  of  the  middle  West. 

Another  factor  tending  to  put  the  situation  on  edge,  It  is 
believed,  is  the  proposal  of  the  eastern  trunk  lines  to  make  rates 
on  raw  sugar  from  Atlantic  ports  to  the  beet  sugar  factory 
at  Marine  City,  Mich.,  which,  if  allowed  to  become  effective,  will 
result  in  putting  the  beet  factories  of  the  central  territory  into 
competition  with  the  cane  sugar  refiners  at  the  ports,  in  buying 
raw  sugar  in  the  markets  of  the  world,  and  in  the  distribution 
of  the  refined  product  in  the  richest  consuming  market  outside 
of  the  fringe  of  big  cities  on  the  Atlantic  seaboard. 

Inasmuch  as  a  tenth  of  a  cent  per  pound  is  a  determining 
factor  in  the  sugar  market  when  it  is  not  a  seller's  market, 
changes  of  a  few  cents  per  100  pounds  in  the  rates  are  of  more 


nlKnlflcance  limn  might  be  simpi'deii  by  uhlppem  of  olh«T  com- 
innillllex   In   whirl)   tin-   m:i:i;in   I*   will- 

Tin-   priii'.  ri   60,000  and   fc" 

minium.      On    the   60,000    minimum    Hie      u[.[.l.  in.  n>    prnpone*    to 
reduce  the  rate  from  San   Franclxeo  lo  Chicago  from  $1.096  to 
'•'.  a  reduction  of  11.'. "i  rcntH  per  100  pound-.    On  the  higher 
minimum  the  proposal  In  lo  cut  Hi"  ra><-  of  93.6  cent*  to  8f> 
a  reduction  of  9.5  cent*. 

On  the  60.000  minimum  Hie  propoxal  in  to  cut  the  rate  from 
San  Francisco  to  Missouri  River  points,  Knnxax  City  :iml  Omaha 
from   $1.025   to  96  centH.     That   makex   a   (lifTerem  .    of    i 
Missouri    River   under   Chicago.     Thp    Mlxxourl    River   wait    for- 
merly 7  centH  over  Chicago  from  the  Pacific  Coast. 

At  the  time  thin  wag  written  Hie  rate  from  New  Orleans  to 
Chicago  was  61  centx,  thus  making  a  spread  between  Hie  present 
New  Orleans-Chicago  rate  and  the  Sun  Fram -i^i-n  chi< •;,.• 
36  cents  on  the  lower  minimum.  That,  of  course.  Is  greater  than 
the  1914  spread,  authorized  in  31.  I.  ('.  c.  :,n.  but  the  volume 
of  the  rate  Is  not  much,  if  any  greater  than  In  that  year,  when 
the  rate  from  New  Orleans  to  Chicago  wan  only  23  cents.  The 
transcontinental  carriers  In  that  year  were  authorized  to  make  a 
rate  of  48  cents  from  San  Francisco  to  Chicago  and  56  cents  to 
Missouri  River  points. 

The  rates  mentioned  are  merely  typical.  The  supplement 
carries  rates  to  all  the  groups  as  far  east  as  the  west  bank  of 
Lake  Michigan  and  that  part  of  Official  Classification  territory 
to  which  Chicago  rates  apply. 

A  triangular  fight  is  likely  to  grow  out  of  the  proposals 
by  the  eastern  trunk  lines  and  the  transcontinental  roads  with 
regard  to  the  proposed  rates.  All  refiners  of  cane  sugar  are 
expected  to  oppose  the  proposal  to  make  new  rates  on  "raw" 
sugar.  Beet  sugar  producers  in  the  central  part  of  the  country 
are  expected  to  set  their  faces  against  efforts  of  the  Pacific  coast 
sugar  people  to  restore,  as  near  as  possible,  the  relationship 
of  rates  prescribed  by  the  Commission  In  1911,  when  the  Commis- 
sion, in  answer  to  fourth  section  applications,  allowed  the  trans- 
continental carriers  to  establish  rates  to  Chicago  25  cents  over 
the  rate  from  New  Orleans,  and  at  Missouri  River  cities  23  cents 
over  New  Orleans.  The  other  side  of  the  triangle  is  expected 
to  be  occupied  by  beet  sugar  men  clamoring  for  rates  on  raw 
sugar  to  their  factories. 

Reductions  in  rates  on  sugar  in  the  early  part  of  the  sum- 
mer are  unusual.  The  adjustment  of  1914  was  made  in  July  of 
that  year  but  that  year  was  unusual,  the  customs  tariff  revision 
of  the  preceding  year  having  given  the  industry  a  considerable 
amount  of  agitation,  especially  the  beet  sugar  producers  and 
the  cane-growers  in  Louisiana  and  Texas.  The  demand  for  sugar 
in  the  summer  is  usually  so  strong  that  applications  for  reduc- 
tions in  rates  are  not  pressed. 

The  various  percentage  increases  In  the  last  seven  years 
have  put  all  rates  greatly  out  of  line  with  what  they  were  in 
1914.  Disappearance  of  the  seller's  market  has  made  it  desir- 
able for  the  traffic  managers  to  help  the  sales  managers  by  pro- 
curing, if  possible,  changes  in  rates  so  as  to  enable  the  last  men- 
tioned to  do  business,  in  competition,  at  points  where,  while  it 
was  a  seller's  market,  they  could  sell  their  product  regardless 
of  the  difference  in  rates. 


PAYMENTS  TO   CARRIERS 

The  Commission  has  issued  the  following  additional  partial 
payment  certificates:  Chicago  &  Northwestern,  $800,000;  York 
Harbor  &  Beach,  $15,000;  Denison  &  Pacific  Suburban,  $15,900. 
The  Commission  issued  a  certificate  under  section  204  to  the 
Apalachicola  Northern  for  $18,000  as  reimbursement  in  part  of 
that  carrier's  deficit  during  federal  control. 

The  Commission  has  issued  a  certificate  under  Section  204 
of  the  transportation  act  to  the  Dayton,  Toledo  &  Chicago  for 
$27,313.36.  It  found  that  the  carrier  had  incurred  a  deficit  of 
$127,313.36  during  federal  control,  but  that  the  company  owed 
the  government  $100,000,  leaving  the  amount  certified  payable. 

The  Commission  has  issued  partial  payment  certificates  to 
the  Michigan  Central  for  $260,000;  Nezperce  &  Idaho,  for  $6,000; 
Mount  Hope  Mineral,  $4,000;  Peoria  &  Pekin  Union.  $55.000; 
Peoria  Railway  Terminal,  $87,000;  Louisville  Bridge  &  Terminal 
$150.000. 

The  Commission  has  issued  a  certificate  in  favor  of  the  Nez- 
perce &  Idaho  Railroad  Company  for  $21,109.43  as  the  amount 
due  that  company  for  reimbursement  of  the  deficit  It  incurred 
during  federal  control 

Additional  partial  payment  certificates  have  been  Issued  by 
the  Commission  as  follows:  Detroit  &  MatUnac,  $50,000;  Mary- 
land &  Pennsylvania,  $15,000:  Frankfort  &  Cincinnati.  $12,500; 
Leavenworth  Terminal  &  Bridge  Company,  $18,000.  Certificates 
were  issued  to  the  Deering  Southwestern  for  $40,221.64  and  to 
the  Cairo,  Truman  &  Southern  for  $32,672  in  reimbursement  of 
their  deficits  during  federal  control. 


LOAN  TO  T.   ST.   L.  A   W. 

The  Commission  has  approved  a  loan  of  $692.i'<><»  to  Walter 
L.  Ross,  receiver  of  the  Toledo,  St.  Louis  &  Western,  to  aid 
him  in  providing  the  road  with  equipment  and  other  additions 
and  betterments. 
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LOSS  AND  DAMAGE  CLAIMS 


nth   of   a   writs   of  articles   for  The   Traffic   World,    by   C.   H. 
Dietrich.) 


WUK1.1J 

to  the  shipper  as  well  in  that  he  can  seek  out  the  particular 
traffic  he  originates  or  receives  and  get  a  fair  idea  of  what  pro- 
portion the  loss  and  damage  to  it  bears  to  the  whole. 

The  spirit  of  co-operation  and  assistance  that  has  been 
shown  by  the  shippers'  organizations  and  individual  firms 
through  their  traffic  representatives,  is  most  encouraging  and 
the  claim  prevention  people  connected  with  carriers  are  not  over- 
looking this  important  feature  in  planning  their  future  activi- 
ties, realizing  full  well  that  while  the  great  burden  of  claim 
prevention  rests  upon  their  own  shoulders,  their  efforts  will  be 
greatly  facilitated  by  the  assistance  rendered  them  through 
these  various  sources. 


FtSTiWATFD  NFT  PAYMENTS  ACCOUNT  PRINCIPAL  CAUSES 
AND  COMMODITIES  BASED  ON  PARTIALLY  ESTIMATED 
AJMJJ  J^vvoM'm1 1 iti?  „ .  »J  r^r-n.  Tn-vTjCTXTT-iiTiTijw.ej  OF  $109,000,000 


Since  the  last  article  of  this  series  was  written  there  was 
held  in  Chicago,  the  annual  meeting  of  the  Freight  Claim  Di- 
vision of  the  American  Railway  Association.  One  entire  day 
was  given  up  to  the  discussion  of  ways  and  means  of  further 
reducing  loss  and  damage  claims. 

This  claim  prevention  day  session  proved  most  interesting, 
and  while  the  figures  covering  the  loss  and  damage  payments 
for  the  year  ended  December  31,  1920,  which  were  released  at 
this  meeting  through  the  American  Railway  Association,  showed 
an  estimated  amount  of  $109,000,000.00,  which  on  its  face  indi- 
cated an  increase  in  claim  payments  over  the  previous  year  of  

between  four  and  five  million  dollars,  it  was  demonstrated  that  *>*.  £££££,&£?""•"                               Percent.                 Amount. 

the  payments  made  during  the  year  1920  included  a  great  bulk  ^  ^,^?XSf 35              $  ; i.815,000 

of  claims  that  accrued  during  the  years  1918  and  1919,  in  addi-  2.  Clothing,  dry  goods,  etc.. 10.8                 109000 

Hon  to  which  there  was  an  abnormal  number  of  loss  and  dam-  3.  Butter  and  da.ry  products  .       . . . . . . . . . . .  - .  -    1.0                 1.0JO.OOO 

age  claims  brought  about  by  the  long  drawn  out  strike  of  switch-  5;  Ffj;sn  ^uits  and  vegetables 10.5 

nen  throughout  the  country,  beginning  April  1,  1920.     The  dis-       c.  Live   stock    V  ••*"••; Is 

cessions  ai t  this  session  developed  the  fact  that  greater  efforts  7.  Meats,  Packing  house  products,  etc. ........ .     3o;36                  3.»97,000 

are  probably  being  put  forth   today,   through   substantial   claim  »•  ££<£•  leader  a «'322.000 

prevention  organizations   on   the   individual  lines,   and   through  10.  Flour  and  mill  products  3.7 

concerted  action  on  the  part  of  the  American  Railway  Associa-      n.  Sugar    .  •.•.•;•••:;  2.9  3,161,000 

tion,  working  through  the  organization  set  up  for  that  purpose  13'  Liquors  and"beverag'es  .' 1-1 

within  the  Freight  Claim  Division,  together  with  the  co-opera-  M.  Tobacco,  cigarettes  and  cigars  2.8 

tion  of  shipping  organizations  and  individual  firms,  than  ever      15.  g°"°"    •" (new) .'.'i:::.'.'.'  '.    3.5  3.S15.WO 

before,  and  the  reports  received  from  individual  lines  indicate  *»•  Household    goods  ' '.'. '.'.'. '.'. 1.4                 1,526,000 

a  tremendous  falling  off  in  claims  presented,  both  in  numbers  18.  Glass,  glassware  and  crockery  2.6 

and  in  the  amount  involved  in  dollars  and  cents.  ijj.  oV^Vo^Tnl^sttel 15                 1.635,000 

The  falling  off  in  traffic  would  naturally  be  responsible  for  g-  Automobiles  and  accessories 3.1                 3,379.000 

a  great  reduction  in  claims,  even  though  no  efforts  were  being  22.  Agricultural  implements,  etc 0.7 

put  forth   to  relieve  carriers  of  this  burden,   but  the   decrease  23.  gement    lime^  plaster,  etc 1.6                  1.744,000 

in  claims  filed  represents   many  times   the  decrease  in  traffic,  2--  Lumber  and  forest 'products  1.2 

and  it  is  confidently  expected  that  when  all  of  the  plans  that  are  2C.  Petroleum,  etc 1.7                 1>II1'2S! 

now  under  way  reach  fruition,  the  railroads  of  this  country  will  27   Vegetable  „„.   .^^ -  -  -  - ;     0.8                     7   000 

never  again  allow  the  wastage  through  this  course  to  reach  any  £«•  g£™£  gy0ods   ... ...   .^.............\.\.    1J                 1.199, 00( 

such   figures   as   those   representing   the   loss   and   damage   pay-  30.  Candy  and  confections  1.1                  1.199.000 

ments  during  the  past  two  years.    As  we  have  so  often  stated  in  31.  Silk  (raw  and  manufactured)   1.0 

these  columns,  any  improvement  in  this  situation,  by  which  the  ;•  AiTothe1" commodities ".'.                  !.!.'!.'!.'!.'!  16.'4               I7,876!ooo 

carriers  benefit,  will  coincidentally  benefit  the  shipping  public  34;  Miscellaneous    charges 0.3 

in  no  less  a  degree.  Carload    .                                                      ..lo             $56,571.000 

One  of  the  most  valuable  points  developed  at  the  first  gen-  Less  tnan  carload  48.1               52,429,000 

eral  claim  prevention  meeting,  which  was  held  in  Chicago  last 

November,  and  which  was  further  elaborated  upon  at  the  meet-  Grand  total   

ing  just  held,  was  the  organization  on  the   individual   lines   of  Causes.                                                    Per  cent.                  Amount. 

separate   claim   prevention   bureaus,   with   a   special    claim    pre-  A— Unlocated  loss  entire  package 15.6 

vention  officer  in  charge;   and  the  reports  received  last  week  c— Unlocated  'damage  r                                         '  15  2               ieses'.ooo 

Indicate   that   something  over  50   per   cent   of  the   lines   today  D— Rough  handling   ...!!!!!""!.'!!!!.'"!.'.'!!!!!  13^2               I4]388!oflo 

have  an  organization  of  this  sort  started.    It  will  be  only  a  short  E — improper  handling   2.8 

time,  in   my  judgment    until   these   claim   prevention   organiza-  gzft*£«S  ^rat^6  ventilation ':::::::     1.1               "IK 

tions,  and  the  officers  in  charge  of  them,  will  be  as  well  known  H— Freezing  or  heater  failure 1.7                  1.653.000 

to  the  shipping  public  as  the  freight  claim  agent  has  been  here-  I— Delay    7.2 

tofore.     Undoubtedly  great  good  will   flow  from   shippers,   who  ijl^lobberv  Uther  than^'efftire  'package 

develop  a  chronic  trouble  resulting'  in  claims.     They  may  take      iX-concealed   loss    ...'.'.'.'.'.'.'.'.'.    1.4  l.'526,'ooo 

up  the  matter  with  the  prevention  officer  in  charge  on  the  line  M— Concealed  damage   1.8 

at  fault,  which  will  afford  prompt  action  toward  a  correction  of  Q— Fir^o    ni    ine  los    o    dam     e 15 

the  condition   that   is  responsible  for  the   trouble.     When   this      p_Error  of  employes   .'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.    1.8  l!o62!ooo 

course  of  action  becomes  general,  it  is  certain  that  there  will  be 
great  opportunities  for  clearing  up  situations  that  at  present  are 

burdensome  to  carrier  and  snipper  alike,  and  my  prophesy  is  In  addition  to  the  claim  prevention  program,  which  occupied 

that  any  shipper  discovering  a  bad  condition  on  a  line  patronized  one  entire  day,  the  Freight  Claim  Division  spent  two  additional 

by  him,  who  takes  the  matter  up  with  the  proper  prevention  days   in   the   transaction   of  their  routine   business,   election   of 

officer  and  secures  immediate  results,  will  not   hesitate  there-  officers  for  the  ensuing  year,  etc. 

after  to  take  up  direct  any  such  instances  that  may  come  to  his  An  article   of  this  kind,   treating  of  the   loss   and   damage 

knowledge.     This  plan  will  expedite  the  handling  of  such  mat-  situation  in  its  entirety,  would  hardly  be  complete  without  some 

ters  wonderfully.  reference  being  made  to  the  organization  which  was  known  for 

Under  the  old  plan  of  operation,  a  condition  responsible  for  thirty  years  as  the  Freight  Claim   Association,  and   which  but 

claims  would  not  be  noticed  nor  taken  into  account  until  the  recently  decided  to  voluntarily  amalgamate  with  the  American 

claim  burden  itself  became  heavy  enough   to  call  attention  to  Railroad  Association  as  a  separate  division,  which  action  was 

the  situation  through  the  freight  claim  office.     Usually  several  finally  ratified  at  the  meeting  just  held. 

months  would  have  elapsed,  during  which  time  the  claims  were  Previous  to  the  organization  of  this  association,  the  adjust- 
accrulng  continually.  ment  of  freight  claims  was  a  matter  handled  independently  by 
In  order  that  everyone  concerned  with  the  prevention  of  each  line,  with  no  uniform  practices  in  effect  and  no  machinery 
freight  claims  might  have  a  chart  indicating  the  principal  com-  whereby  uniformity  could  be  adopted.  In  March,  1892,  the  first 
modules  on  which  claim  payments  were  made  during  the  year  annual  meeting  of  the  Freight  Claim  Association  was  held  at 
1920,  and  the. principal  causes  responsible  for  the  claims,  a  table  Chicago  and  a  national  organization  was  formed.  The  principal 
was  prepared  and  distributed  by  the  Freight  Claim  Division,  purpose  of  this  body  originally  was  to  provide  uniform  prac- 
which  Is  shown  below.  The  figures  contained  in  this  chart  are  tices  in  connection  with  the  distribution  of  interline  claim  pay- 
partially  estimated,  but  are  accurate  for  all  ordinary  purposes  ments  between  the  interested  carriers.  The  founders  of  this 
so  far  as  analyzing  the  claim  situation  Is  concerned.  They  give  organization  had  foresight  enough  to  make  the  rules  and  rulings 
one  a  splendid  idea  of  the  commodities  that  are  costing  the  'a'd  down  by  the  association  mandatory  upon  its  membership, 
most  from  a  loss  and  damage  viewpoint  and  likewise  show  the  and  for  many  years  this  Freight  Claim  Association  was  the 
causes  that  are  largely  responsible  for  this  condition.  The  value  only  body  of  its  kind  in  the  railroad  world  the  rules  of  which 
of  this  chart  to  claim  prevention  organizations  is  immediately  were  mandatory. 

apparent  in  that  It  indicates  along  what  general  lines  their  cam-  As   time   passed,   the    scope   of   the   association's    activities 

ion  should  be  directed.    It  will  prevent  organiz-  broadened  out.     The  coming  together  each  year  of  practically 

t  for  preventing  a  cause  that  is  responsible  every  freight  claim  representative  in  this  country  enabled  the 

'all   claim   payments,   while   other  exchange  of  valuable  ideas  and  the  increased  amount  paid  for 

ight  be  followed  up  with  profit,  are  causing  from  loss  and  damage  freight  very  naturally  led  these  freight  claim 

it  of  all  claim  payments.    The  chart  is  valuable  officers  toward  the  problem  of  claim  prevention,  until  at   the 
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present  time  the  association  Is  devoting  a  comparatively  small 
portion  nr  its  energies  toward  the  distribution  of  claims  between 
carriers,  as  compared  to  Its  efforts  along  the  linen  of  claim  pre- 
wm ion  and  the  prompt  and  proper  adjustment  of  claims  as  be- 
tween earner  and  shipper. 

fo  the  layman,  unfamiliar  with  the  intricate  problems  thai 
arise  in  connection  with  the  fair  and  equitable  distribution  of 
Interline  claims  between  Interested  carriers,  there  would  seem 
to  In  very  little  necessity  of  a  national  organization  such  as 
the  i>Id  Freight  Claim-  Association  to  handle  a  proposition  of 
this  kind,  but  it  would  not  require  any  great  amount  of  Investi- 
gation in  any  freight  claim  office  to  open  one's  eyes  to  the  num- 
berless difficulties  any  ordinary  line  encounters  In  adjusting 
their  paid  claim  account,  with  their  connections.  It  will  un- 
doubtedly surprise  readers,  not  familiar  with  this  feature  of 
claim  work,  to  know  that  there  are  in  excess  of  100  mandatory 
rules  that  have  been  adopted  by  the  Freight  Claim  Association, 
all  bearing  directly  on  the  distribution  of  paid  claims  between 
carriers.  In  other  words,  there  is  a  rule  In  effect  to  take  care 
of  every  possible  situation,  all  based  originally  on  the  broad 
uxls  of  fairness  and  the  likelihood  of  loss  or  damage  to 
have  occurred  with  the  various  carriers  handling  the  freight. 
These  various  rules  and  rulings  are  constantly  being  amended 
at  the  annual  sessions  of  the  association.  In  order  to  provide 
for  any  disputes  that  may  arise  between  member  carriers,  arbi- 
tration committees  are  elected  from  year  to  year  and  for  a 
nominal  fee  a  line  carrying  a  claim  in  its  unadjusted  account, 
which  it  is  unable  to  distribute  on  account  of  differences  of 
opinion  with  respect  to  either  the  facts  involved  or  the  Inter- 
pretation of  the  proper  rules,  may  have  the  claim  submitted  to 
the  arbitration  committee  for  its  decision. 

These  rules  for  the  distribution  of  claims  between  carriers 
are  very  interesting  and  in  a  future  article  I  will  undertake  to 
explain  at  least  the  more  important  ones  as  they  are  applied 
today  by  the  various  member  lines. 

Perhaps  no  rule  ever  adopted  by  the  Freight  Claim  Asso- 
ciation had  a  greater  influence  toward  the  expediting  of  settle- 
ments between  carrier  and  claimant  than  the  one  involving  the 
principle  of  direct  investigation,  which,  in  plain  English,  pro- 
vides for  any  freight  claim  office  in  the  country  taking  up  direct 
with  the  agents  or  officers  of  any  other  carrier  in  securing  the 
facts  concerning  a  claim  presented.  Under  the  old  plan  of  in- 
vestigating claims,  it  was  the  practice  for  the  line  against  which 
claim  was  filed  to  investigate  the  handling  over  its  rails  and 
then  transmit  the  entire  file  of  correspondence  to  its  next  con- 
nection. They  in  turn  investigated  the  handling  over  their  rails 
and  passed  the  file  along  to  their  next  connection.  After  this 
long  drawn  out  procedure  was  completed,  the  file  would  be 
passed  back  through  each  interested  claim  office  to  the  origi- 
nating office  and  only  then  was  an  adjustment  made  with  the 
claimant.  This  process  of  investigation  resulted  in  intermin- 
able delays  in  the  adjustment  of  the  claim. 

Under  the  plan  adopted,  whereby  direct  investigation  is 
provided  for,  the  claim  office  receiving  the  claim  is  at  liberty 
to  take  up  direct  with  any  agent  or  officer  interested,  and  by 
writing  to  all  of  them  immediately  upon  claim  being  filed,  it  is 
not  unusual  to  receive  a  report  of  the  facts  concerning  the 
handling  of  a  shipment  moving  from  coast  to  coast  wtihin  a 
comparatively  short  period  of  time.  With  these  facts  before 
him,  the  claim  officer  is  in  a  position  to  adjust  the  claim  so  far 
as  the  claimant  is  concerned,  and  the  distribution  of  the  amount 
between  the  carriers  handling  it  Is  likewise  expedited. 

Many  other  features  of  claim  work,  similar  to  this,  have 
been  promulgated  through  the  Freight  Claim  Association.  While 
there  is  no  question  but  that  in  many  individual  instances  claim 
settlements  at  the  present  time  are  delayed  to  what  seems  an 
unreasonable  degree,  so  far  as  claimant  is  concerned,  these 
delayed  payments  are  the  exception  to  the  rule  and  the'  records 
of  almost  any  freight  claim  office  will  show  that  the  great  bulk 
of  our  freight  claims  today  are  adjusted  within  a  comparatively 
short  space  of  time.  This  is  particularly  true  where  the  claim- 
ant uses  a  little  extra  effort  in  presenting  the  claim  as  it  should 
be  presented,  supported  by  the  necessary  documents. 


LOAN  TO  PENNSYLVANIA  RAILROAD 
The  Commission  has  approved  a  loan  of  $5,700,000  to  the 
Pennsylvania  Railroad  Company  to  enable  the  carrier  to  meet 
its  maturing  indebtedness.  The  money  will  be  used  in  meeting 
the  maturity  of  $764,900  of  Cornwall  &  Lebanon  Railroad  Com- 
pany first  mortgage  4  per  cent  bonds,  due  April  1,  1921,  and 
$5,093,000  of  Philadelphia,  Wilmington  &  Baltimore  Railroad  4 
per  cent  stock  trust  certificates,  due  July  1,  1921.  The  company 
will  finance  $157,900  of  the  maturities. 


COMMISSION'S  ANNUAL  REPORT  READY 
The  Commission  has  announced  that  the  printing  of  the 
thirty-second  annual  report  on  the  statistics  of  railways  in  the 
I'nited  States  for  the  year  ended  December  31,  1918,  has  just 
been  completed,  but  that  it  is  not  practicable  for  the  Commis- 
sion to  make  a  general  free  distribution  of  this  report.  Copies 
may  be  purchased  from  the  Superintendent  of  Documents,  Gov- 
ernment Printing  Office,  Washington,  D.  C. 


Loss  and  Damage  Decisions 

Catei  Recently  Decided  by  State  and  Federal  Court* 

(DifMti  taken  from  Reporter!  and  Dlinti  of  National   Rtpa 
System,  publlihed  by  Writ  Puhh.hlng  Co..  St    Paul.  Minn 
Copyright  by  WeM  Pubh.hinj  Co.) 


LOSS  OF  OR   INJURY  TO  GOODS 
Liability  of  Carrier  for  Injury  to  Sample  Scale*  In  Trunk: 

(Court  of  Appeals  of  Georgia,  IMv.  No.  1.)  In  action  In 
justice  court  for  damage  to  sample  scales  bolted  In  steel  banded 
trunk,  evidence  held  sufficient  to  authorize  recovery  on  theory 
of  rough  handling. —  Mines,  Director-General,  vs.  Kdwards,  106 
S.  E.  Kept.  747. 

DELAY    IN    TRANSPORTATION    OR    DELIVERY 

Federal  Rule  of  Damage*  Govern*  In  Action  for  Delay  in  Trans- 
mission of  Telegram  Between  Two  Point*  In  State  by  Rout* 
Through  Another  State: 

(Supreme  Court  of  Alabama.)  In  an  action  for  delay  in  de- 
livery of  death  message  involving  issue  as  to  whether  the  mes- 
sage was  an  Intrastate  or  an  interstate  message,  the  court  will 
take  judicial  notice  of  the  physical  location  of  the  sending  point 
as  situated  In  relation  to  the  receiving  point.— Western  Union 
Telegraph  Co.  vs.  Beasley,  87  Sou.  Kept.  858. 

If  the  federal  law  in  Its  chosen  field  of  operation  will  be 
frustrated,  and  its  provisions  refused  their  natural  effect  by  the 
state  law,  the  state  law  must  yield  to  the  superior  authority  of 
the  federal  law  within  the  sphere  of  its  delegated  and  assumed 
authority,  and,  if  the  state  law  has  such  direct  and  Incidental 
effect  on  the  enforcement  or  the  abeyance  of  the  federal  law, 
the  state  law  can  have  no  validity. — Ibid. 

The  transmission  of  a  telegram  from  one  point  in  the  state 
to  another  point  in  the  state  by  a  route  taking  it  outside  of  the 
state  held  Interstate  commerce  within  the  Carmack  amendment 
(U.  S.  Comp.  St.,  pp.  8604a,  8604aa),  and  act  June  18,  1910,  p.  7, 
and  not  intrastate  commerce,  where  the  message  could  not  have 
been  transmitted  wholly  within  the  state  without  a  physical 
change  in  the  arangement  of  the  system  of  wires  and  the  addi- 
tional services  of  another  operator,  so  that  the  rule  of  damage 
in  action  for  negligent  delay  in  delivery  was  the  federal,  and 
not  the  state,  rule. — Ibid. 
Liability  of  Carrier  for  Damages  Resulting  from  Delay: 

(Supreme  Court  of  Appeals  of  Virginia.)  Instructions  are  no 
part  of  the  record  in  action  at  law  unless  made  so  by  bill  of 
exceptions  or  certificate  in  accordance  with  the  statutory  re- 
quirements on  that  subject  (Acts  1916,  c.  416,  now  Code  1919,  p. 
6252;  Acts  1916,  c.  406,  now  Code  1919,  p.  6253),  and  instructions 
could  not  be  certified  after  sixty  days  under  Code  1919,  p.  6341, 
which  merely  authorizes  selections  from  the  record  as  already 
completed.— New  York,  P.  &  N.  R.  Co.  vs.  Chandler,  106  S.  E. 
Rept.  684. 

Loss  for  consequential  damage  which  shipper  suffered  of 
the  whole  of  the  value  of  potatoes  by  reason  of  his  loss  of  the 
'  sale  of  them  which  he  had  made  at  a  stipulated  price,  caused 
by  negligent  delay  in  the  transportation,  followed  by  the  subse- 
quent conversion  of  the  goods  by  the  wrongful  sale  of  them  by 
the  terminal  carrier,  was  within  the  operation  of  the  Carmack 
amendment  (U.  S.  Comp.  St.,  pp.  8604a,  8604aa).  which  makes 
the  initial  carrier  liable  for  any  loss,  damage,  or  injury  to  such 
property,  etc. — Ibid. 

If  damage  results  from  failure,  without  good  cause,  to  de- 
liver goods  at  their  destination  within  a  reasonable  time,  the 
carrier  Is  liable  for  such  damage,  since  the  law  implies  a  con- 
tract that  goods  shall  be  delivered  within  a  reasonable  time  in 
absence  of  special  agreement. — Ibid. 

Where  a  delay  In  the  transportation  has  caused  the  loss  of 
a  sale  at  a  stipulated  price,  such  delay  is  the  proximate  cause 
of  the  loss  to  the  shipper  of  the  full  value  of  the  goods,  where 
the  subsequent  action  of  the  carrier  in  the  wrongful  sale 
of  the  goods  has  prevented  the  plaintiff  from  himself  selling 
the  goods  on  the  market  or  taking  any  other  steps  to  minimize 
the  damage  which  he  has  suffered. — Ibid. 

The  Carmack  amendment  (U.  S.  Comp  St.,  pp.  8604a.  8604aa) 
does  not  make  the  initial  carrier  liable  for  a  loss  of  or  injury 
to  goods  proximately  caused  by  the  conduct  of  a  succeeding  car- 
rier while  occupying  the  relationship  of  warehouseman. — Ibid. 
Where  shipper  consigned  goods  to  himself  to  be  delivered 
to  third  person  on  the  shipper's  order,  refusal  of  such  third 
person  to  receive  the  goods  when  he  had  no  written  order  from 
the  shipper  authorizing  delivery  to  him  did  not  terminae  car- 
rier's liability  as  a  carrier,  or  render  It  only  liable  aa  •  ware- 
houseman thereafter,  since  on  such  refusal  the  shipper  became 
the  unconditional  consignee,  and  as  such  was  entitled  to  notice 
of  arrival  of  the  goods  and  a  reasonable  time  thereafter  within 
which  to  make  other  disposition  thereof  so  as  to  have  them 
taken  from  the  carrier's  hands. — Ibid. 

In  an  action  to  recover  the  value  of  potatoes  shipped  by 
plaintiff  and  wrongfully  sold  by  terminal  carrier,  which  defend- 
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ant  claimed  was  holding  them  as  a  warehouseman,  evidence 
held  sufllcitnt  to  sustain  finding  that  four  days  given  plaintiiff 
within  which  to  make  disposition  of  the  goods  at  point  of  des- 
tination was  not  a  reasonable  time,  and  defendant  was  not  ab- 
solved from  liability  as  carrier. — Ibid. 

Kvidence  held  sufficient  to  support  a  finding  that  there  was 
unreasonable  delay  in  the  transportation  of  potatoes,  and  that 
such  delay  caused  the  loss  of  a  sale  thereof  by  the  shipper  — 
Ibid. 

When  evidence  of  unusual  delay  is  adduced,  a  prima  facie 
case  of  negligence  is  made  out,  and  the  burden  then  devolves 
on  the  cariicr  to  explain  the  delay,  and  to  show  it  arose  from 
some  other  cause  than  the  defendant's  negligence,  or  that  of 
its  agents  or  servants. — Ibid. 

Where  shipper  lost  sale  of  goods  under  contract  through 
carrier's  negligent  delay  as  to  a  shipment  wrongfully  sold  by 
the  carrier,  the  jury  properly  estimated  the  damages  on  the 
basis  of  the  price  the  shipper  was  to  receive  under  the  contract 
of  sale,  instead  of  following  the  general  rule  that  the  measure 
of  damages  for  loss  of  entire  value  of  goods  occasioned  by  delay 
in  transportation  is  the  market  value  of  the  goods  at  destination 
when  delivery  should  have  been  made,  plus  other  proximate 
damage,  where  the  contract  price  was  less  than  the  market 
price,  though  bill  of  lading  provided  that  loss  should  be  com- 
puted on  r-as:s  of  value  of  property  at  place  and  time  of  ship- 
ment.— Ibid. 

A  provision  in  a  bill  of  lading,  "Property  not  removed  by 
the  party  entitled  to  receive  it  within  48  hours  (exclusive  of 
legal  holidays)  after  notice  of  its  arrival  has  been  duly  sent 
or  given  may  be  kept  in  car,  depot,  or  place  of  delivery  of  the 
carrier,  or  warehouseman,  subject  to  a  reasonable  charge  for 
storage  and  to  carrier's  responsibility  as  warehouseman  only," 
held  not  to  change  the  established  rule  that,  where  the  goods 
are  not  accepted,  the  liability  of  the  carrier  as  carrier  under 
the  Carmack  amendment  does  not  cease  until  the  expiration 
of  a  reasonable  time  for  the  removal  of  the  goods  after  the 
giving  of  the  notice  to  the  party  entitled  to  receive  them,  espe- 
cially where  the  Carmack  amendment,  as  amended  by  the  first 
Cummins  amendment  (U.  S.  Comp.  St.,  pp.  8582,  8604a)  was  in 
effect. — Ibid. 

BILLS  OF  LADING 

Bank  Guilty  of  Conversion  of  Grain,  Evidenced  by  Bill  of  Lading 
Containing  Indorsement  Dependent  on  Knowledce  of  Mean- 
ing Thereof: 

(Supreme  Court  of  Nebraska.)  Under  rules  of  the  Omaha 
Grain  Exchange,  when  a  car  of  grain  is  sold  and  the  bill  of 
lading  is  assigned,  the  buyer  issues  a  receipt  stipulating  that 
title  shall  remain  in  the  seller  until  the  grain  is  paid  for,  and 
a  notation  of  the  issuance  of  the  receipt  is  stamped  upon  the 
bill  of  lading,  thereby  giving  notice  to  exchange  members  that 
negotiation  of  the  bill  of  lading  is  prohibited  until  the  seller  is 
paid.  Held,  that  a  bank  to  which  a  bill  of  lading  bearing  such 
notation  is  indorsed,  with  accompanying  draft,  for  deposit  and 
credit,  and  through  which  the  said  paper  is  negotiated  and  the 
grain  wrongfully  sold,  is  liable  to  the  owner  for  conversion,  if 
knowledge  on  the  bank's  part  of  the  meaning  of  said  notation 
and  of  the  exchange  rules  is  directly  .shown  or  can  reasonably 
be  inferred  from  its  previous  experience  and  dealings. — Stand- 
ard Gra'n  Co.  vs.  State  Bank  of  Omaha,  182  N.  W.  Kept.  507. 

Evidence  examined,  and  held  that  the  appellant  bank  was 
shown  to  have  had  knowledge  of  the  meaning  of  the  respective 
notation  upon  the  bills  of  lading  and  was  therefore  put  upon 
Inquiry  and  chargeable  with  notice  of  the  appellee's  title  to  the 
grain. — Ibid. 

The  fact  that  a  bank  acts  as  agent  for  the  collection  of  a 
draft  with  bill  of  lading  for  grain  attached,  and  not  as  pur- 
chaser thereof,  will  not  relieve  It  from  liability  to  the  owner 
of  the  grain  If,  from  a  notation  appearing  on  the  face  of  the 
bill  of  lading,  the  bank,  under  the  circumstances  of  the  case,  is 
chargeable  with  knowledge  that  its  principal  is  without  author- 
ity to  negotiate  It. — Ibid. 

Subsequent   Transfers   of    Bill    of    Lading— New    Contracts    Gov- 
erned by   Lav/  Where   Made: 
Subsequent  transfers  of  a  bill  of  lading  constitute  new  and 

Independent   contracts  which   are  governed  by  the  law  of  the 

state  where-  made. — Ibid. 

CARRIAGE   OF   LIVE   STOCK 

Liability  for  Shortage   Due  to  Confusion  in   Loading: 

(Supreme  Court  of  Iowa.)  In  an  action  to  recover  from  a 
the  value  of  two  steers  lost  in  transit,  evidence  that 
plaintiffs  steers  wen>  loaded  from  the  same  stockyard  as  an- 
other shipment  on  the  same  day,  that  the  numbers  in  each  car 
stated  in  the  waybill  were  given  by  the  shippers,  and  that 
on  arrival  at  destination  there  was  a  shortage  of  two  steers  in 
cars  containing  plaintiff's  stock,  but  two  more  steer  than  were 
shown  by  the  waybill  for  the  other  shipment,  held  to  show  that 
tho  shortage  was  caused  by  confusion  in  loading  the  cars  for 
which  the  carrier  was  not  liable.— Bolton  vs.  Chicago  &  N  W 
Ry.  Co.,  182  N.  W.  Kept.  374. 


Personal  Notes 


R.  A.  Trovillion  has  been  appointed  assistanl  general 
freight  agent  for  the  Illinois  Central  at  Chicago,  vice  H.  G. 
Powell,  who  has  resigned. 

William  H.  Luden  has  resigned  his  position  as-,  assistant 
traffic  manager  for  William  H.  Luden,  Reading,  Pa.,  in  order  to 
become  traffic  manager  for  the  Cumberland  Chamber  of  Com- 
merce, Cumberland,  Md. 

DOINGS  OF  THE  TRAFFIC  CLUBS 

The  members  of  the  Transportation  Club  of  Louisville  made 
a  tour  of  the  Louisville  &  Nashville  Railroad  Company's  ter- 
minals in  Louisville,  May  26.  These  tours  are  made  period- 
ically so  that  the  members  of  the  club  may  acquaint  themselves 
with  the  industries  along  the  terminal  lines. 


According  to  the  usual  custom  two  tickets  have  been  nom- 
inated as  officers  of  the  Traffic  Club  of  Pittsburgh,  one  by  the 
nominating  committee  and  the  other  by  members  of  the  club. 
That  of  the  nominating  committee  is  as  follows:  President, 
George  A.  Buse;  vice-presidents,  H.  H.  Gray,  C.  P.  Parker,  and 
S.  Y.  Baldwin;  secretary,  E.  A.  Hynes;  treasurer,  J.  F.  Con- 
stans;  governors,  Don  M.  Crawford,  D.  H.  Amsbary,  Robert  Al- 
len, E.  M.  Wagner,  and  W.  T.  Lowe.  Those  nominated  by  the 
members  are:  President,  George  A.  Buse:  vice-presidents,  W.  .1 
Gemeiner,  C.  P.  Parker,  and  Wm.  M.  Councill;  secretary,  W.  J. 
Herman;  treasurer,  J.  F.  Constans;  governors,  Don  M.  Craw- 
ford, W.  H.  Spllker,  Fred  M.  Garland,  W.  F.  Morris,  Jr.,  and 
H.  A.  Cochran.  Election  will  take  place  at  the  annual  meet- 
ing, June  13. 

The  annual  banquet  of  the  Traffic  Club  of  Erie  was  held  at 
the  Lawrence  Hotel,  May  19.  The  speaker  for  the  evening  was 
Hammond  Talbot,  vice-president  of  the  Williams  Steamship 
Company,  Inc.,  New  York.  His  subject  was  "Water  Transpor- 
tation," and  in  the  course  of  his  talk  he  strongly  urged  the  re 
peal  of  the  LaFollette  seamen's  act  and  the  abolition  of  Pana- 
ma canal  tolls  for  American  vessels. 


A  unit  of  the  Traffic  Group  of  the  National  Retail  Dry 
Goods  Association  has  been  formed  at  Baltimore.  Mr.  Bem- 
heimer,  of  Bernheimer  Brothers,  was  elected  chairman;  T.  A. 
Fleischman,  of  Hutzler  Brothers,  vice-chairman,  and  J.  W. 
Mehling,  secretary.  The  committee  on  express  is  as  follows: 
Clinton  Kinnemon,  of  Bernheimer  Brothers;  H.  E.  Lazarus,  of 
F.  Lazarus  Brothers,  and  T.  A.  Fleischman.  The  members  of 
the  freight  committee  are:  M.  McGuire,  of  A.  A.  Brager;  C. 
Barrett,  of  A.  Eisenberg  Co.,  and  Norman  L.  Hanson,  of  Cahn, 
Coblens  Co.  Meetings  will  be  held  on  the  first  Thursday  of 
each  month. 


The  Traffic  Council  of  the  Rochester  Chamber  of  Commerce 
entertained  93  members  of  the  Syracuse  Traffic  Club  May  18. 
Robert  B.  Woodward,  secretary  of  the  Rochester  Chamber  of 
Commerce,  welcomed  the  visitors  and  the  response  on  behalf 
of  the  Syracuse  Traffic  Club  was  given  by  Prof.  C.  L.  Rapier. 
Arrangements  are  being  made  for  a  return  visit  to  Syracuse  by 
the  members  of  the  Rochester  organization.  H.  C.  Stanton, 
general  freight  and  passenger  agent  for  the  Rochester  &  Syra- 
cuse Railroad,  has  invited  the  Rochester  traffic  men  to  be  his 
guests  on  such  a  trip. 


A.  C.  Holmes,  traffic  manager  for  the  Empire  Refineries, 
Inc.,  Tulsa,  was  appointed  president  for  the  Transportation  Club 
of  Tulsa,  at  a  called  meeting  of  the  board  of  governors,  May 
23.  succeeding  J.  A.  Bernier.  A.  G.  Briggs,  traffic  manager, 
Transcontinental  Oil  Co.,  Tulsa,  succeeds  Mr.  Holmes  as  direc- 
tor. 


Several  Blackfeet  Indian  chiefs  were  guests  of  the  Chicago 
Traffic  Club  of  Chicago  at  their  luncheon  at  the  Hotel  La 
Salle,  May  21. 


J.  H.  Beek,  executive  secretary  of  the  National  Industrial 
Traffic  League,  will  be  the  speaker  at  the  meeting  of  the  Mi- 
almi  Valley  Traffic  Club,  at  Middletown,  Ohio,  June  6 


At  the  organization  meeting  of  the  Marion,  O.,  Traffic  Club, 
held  May  12,  the  following  officers  were  elected:  President, 
H.  E.  Stiffler,  traffic  manager,  the  Marion  Steam  Shovel  Com- 
pany; vice-president,  D.  R.  Biggert  traffic  manager,  the  Osgood 
Company;  secretary,  W.  R.  Aukland,  assistant  traffic  manager, 
the  Marion  Steam  Shovel  Company;  treasurer,  S.  D.  Ross,  traf- 
fic manager,  the  Huber  Manufacturing  Company.  The  June 
meeting  will  be  open  to  all  Marion's  traffic  friends,  and  the  ex- 
ecutive board  promise  some  good  talks  from  invited  guests. 


May  L'S,  1921 
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TRANSIT  PRIVILEGES  ON  STEEL 

A  charge  of  discrimination  against  Greenville.  Pa.,  in  favor 
of  other  adjacent  locations,  on  rates  on  fabricated  steel  articles 

i  he  basis  for  the  complaint  In  docket  No.  12396.  Chicago 
Hriilue  &  Iron  Works.  Greenville.  Pa.  vs.  Erie,  Director-General, 
et  al.,  hearing  on  which  was  held  before  Examiner  John  T.  Money 
in  Chicago,  May  14.  According  to  Stephen  A.  Poyer,  the  alleged 
discrimination  arose  out  of  the  Joint  use  of  paragraphs  C  and  E 
in  Rule  11  of  Erie  tariff  I.  C.  C.  5983. 

The  first  of  these  paragraphs,  he  said,  provided,  in  substance, 
that  the  Pittsburgh  rate  would  be  applied  on  material  originat- 
ing at  Pittsburgh,  fabricated  at  Greenville  and  shipped  to  trunk 
line  territory  and  the  East,  and,  standing  alone,  would  have  been 
an  equitable  rule  to  apply.  It  was  qualified,  however,  by  para- 
graph E,  which  said  that  "in  no  case  shall  final  adjustment  be 
made  on  any  rate  less  thaii  the  local  rate  from  point  of  origin 
in  the  fabricating  station,  plus  the  charge  for  fabrication,  nor 
on  any  rate  less  than  the  lawful  rate  from  the  fabricating  station 
to  ultimate  destination,  plus  the  charge  for  fabrication."  Para- 
graphs C  and  E  used  in  connection  with  each  other  make  either 
the  Pittsburgh  or  the  Greenville  rate  apply,  according  to  which 
of  the  two  is  higher,  said  Mr.  Poyer. 

The  Chicago  Bridge  &  Iron  Works,  the  witness  said,  ships 
steel  from  its  Pittsburgh  branch  to  Itself  at  Greenville  for  par- 
tial assembly  into  building  units.  It  then  ships  them  to  Itself 
at  the  location  of  the  construction  job  in  which  these  units  are 
to  be  used.  A  great  deal  of  this  material  has  been  shipped  to 
New  York,  where,  under  the  rules,  the  Greenville  rate  of  42 
cents  was  applied,  instead  of  the  Pittsburgh  rate  of  38  cents.  The 
complainant  thinks  that  rule  should  be  changed  so  that  the  Pitts- 
burgh rate  will  apply  on  all  transited  shipments,  and  pointed  out 
that  such  a  change  would  result  in  a  number  of  increases  as  well 
as  decreases  in  the  through  rate. 

In  support  of  his  allegation  of  discrimination,  Walter  E.  Mc- 
Cornack,  attorney  for  the  complainant,  pointed  out  that  the  Pitts- 
burgh rate  applies  to  steel  material  fabricated  at  Meadville,  a 
point  intermediate  to  New  York  from  Greenville,  and  that  the 
steel  from  Pittsburgh  to  New  York  passes  over  exactly  the  same 
rails  regardless  of  whether  it  is  fabricated  at  Greenville  or  at 
Meadville. 

Marlon  B.  Pierce,  attorney  for  the  Erie,  through  his  witness, 
G.  A.  Lantz,  general  freight  agent  of  that  road,  put  in  evidence 
a  complete  history  of  the  transit  rules  in  question,  which  he  In- 
sisted had  been  originally  an  emergency  measure.  He  said  that, 
even  at  present,  these  rules  were  a  concession  on  the  part  of  the 
railroads  and  pointed  out  that  a  combination  of  the  locals  from 
Pittsburgh  to  Greenville  and  from  Greenville  to  New  York  would 
result  in  a  rate  of  52%  cents,  whereas  the  42-cent  transit  rate 
plus  the  charge  for  fabrication  of  3%  cents  gave  the  shipper  a 
rate  which  was  7  cents  lower.  Points  to  the  west,  such  as 
Youngstown  and  Sharon,  Mr.  Lantz  said,  shipped  under  the  same 
rules.  He  also  asked  the  Commission  to  give  some  attention  to 
the  fact  that  the  rules  were  in  effect  seven  years  before  any  com- 
plaint was  made. 

NEW  YORK  RATES  ON  COAL 

The  Traffic   World   Washington  Bureau 

An  informal  conference  was  held  by  the  Commission's  sus- 
pension board  on  May  24,  on  tariffs  filed  by  the  anthracite  coal 
carrying  roads,  effective  June  1,  in  which  they  seek  to  make 
operative  a  readjustment  of  rates  on  anthracite  coal,  from  prac- 
tically all  points  of  origin  to  all  destinations  in  New  York  state 
between  Albany  on  the  east  and  Buffalo  on  the  west,  which 
are  served  by  the  New  York  Central  as  the  delivering  line.  The 
tariffs  to  all  the  important  destinations,  except  two,  are  served 
by  the  New  York  Central.  That  road  stood  out  as  the  advocate 
of  the  revision,  although  all  it  will  get  out  of  the  tariffs,  if  they 
are  not  suspended,  will  be  reductions. 

Objection  to  the  revision  was  made  by  D.  J.  Sims,  represent- 
ing the  Auburn  Chamber  of  Commerce  and  others.  Mr.  Sims 
objected  to  the  revision,  claiming  that  a  proper  one  would  give 
his  clients  greater  reductions  than  those  proposed.  H.  L.  Jones, 
a  retail  coal  dealer  at  HorneJl,  spoke  in  favor  of  the  revision 
because  it  will  narrow  the  spread  of  rates  paid  by  him  and  his 
competitor  to  14  cents  a  ton.  It  is  now  so  great  that  he  must  ask 
50  cents  a  ton  more  for  hard  coal  than  his  competitor,  because 
he  is  on  the  Pittsburgh,  Shawmut  &  Northern,  while  his  com- 
petitor is  on  the  Erie. 

The  railroad  side  of  the  case  was  presented  and  defended  by 
R.  W.  Barrett  and  F.  H.  Moser  of  the  Lehigh  Valley;  G.  N.  Snider 
of  the  New  York  Central;  E.  S.  Giles  of  the  D.  L.  &  W.;  F.  W. 
Nyland,  of  the  Delaware  &  Hudson  and  J.  W.  Hewett  of  the 
Philadelphia  &  Reading. 

As  figured  by  Mr.  Snider,  the  readjustment  will  give  the  rail- 
roads an  increase  in  rates  amounting  to  %  cent  per  ton,  not  a 
cent  of  which  goes  to  the  New  York  Central.  The  increase  in 
money  will  be  about  $6,500  to  be  divided  between  the  dozen  or 
more  railroads  concerned.  The  figures,  as  to  rates  and  tonnage, 
are  all  based  on  the  coal  year  1915-16,  because  no  figures  were 
kept  by  the  railroads  during  the  federal  control  period. 

Prior  to  1916,  the  railroad  men  explained,  the  rates  to  destl- 


In   the  affecl.-d    Inntory   were   :<ll   on   tin-   t.aj.1*  of  $2  a 
ton.     In  the  big  anthr.i'  itlKiiilon.  ilm-lc-i   No.  4914. 

the  Communion  mi  tin-  n.i.  ..t  Alimny  to  »1.90  but  approved 
|2  at  HulTalo.  That  decision  dliwrrnnp-d  tin  ndjtiMmer 
•  nil  Order  2H  made  a  bad  condition  worne,  and  the  effort  now 
Is  to  bring  It  back  to  something  mnrr  ne;irly  xatlsfa'-tory.  with 
out  decreasing  the  revenues  of  the  rnrrlprn.  They  think  they 
have  accomplished  that.  Naturally,  the  rallrn.-nl  im-n  xald,  In 
any  readjustment  those  whose  rates  were  to  go  up  would  object 
even  If,  as  they  claimed  was  the  fact  In  tlil»  rase.  thow  whose 
rates  were  being  put  up  were  not  being  deprived  »t  anything 
other  than  that  to  which  they  were  not  entitled  in  the  firnt  place. 
Auburn  and  other  objecting  points,  they  claimed,  obtained  lower 
rates  under  General  Order  28  than  they  were  really  entitled  to 
receive.  They  said  the  only  fly  In  the  ointment  In  th  proposed 
readjustment  was  that  created  by  the  refusal  of  the  Delaware 
&  Hudson  to  extend  the  adjustment  to  the  Troy-Albany  district, 
on  the  ground  that  the  Commission's  decision  in  No.  4914  had 
given  It  an  advantage  there  which  it  did  not  propose  to  give  up. 
in  the  interest  of  an  adjustment  which  the  New  York  Central 
felt  constrained  to  offer,  at  loss  to  itself  and  small  gains  to  some 
of  its  connections. 

The  inequalities  that  would  be  removed,  according  to  the 
claims  of  the  railroads  are  those  created  by  the  literal  applica- 
tion of  General  Order  28,  which,  they  said,  commanded  each 
coal  rate  to  be  Increased  specific  sums  per  ton.  regardless  of  the 
effect  It  might  have  on  communities  obtaining  their  coal  by  two 
or  three  line  hauls.  The  restoration  of  more  nearly  normal  con- 
ditions, the  railroad  men  said,  made  it  necessary  and  desirable 
to  put  communities,  railroads  and  dealers  more  nearly  on  the 
equality  that  they  claimed  existed  prior  to  the  Commission's  de- 
cision in  No.  4914  and  the  grotesqueness  resulting  from  the 
literal  application  of  General  Order  28.  They  said  complaints 
by  dealers  had  been  prevented  only  by  the  promise  of  the  rail- 
roads to  adjust  the  rates  to  make  them  as  nearly  satisfactory 
In  their  relationship  as  could  be  attained.  Otherwise,  they  told 
the  suspension  board,  there  would  have  been  dozens  of  formal 
complaints  against  the  double  increases. 

General  Order  28  brought  about  adjustments  so  indefensible 
that  some  of  the  reductions  proposed  are  as  high  as  84  cents  a 
ton,  many  as  high  as  42  cents,  more  as  high  as  28  cents,  and  a 
large  number  of  14  cents.  Some  of  the  increases  run  as  high 
as  28  cents  a  ton,  but  most  of  them  ate  14  cents.  Fourteen  or 
multiples  thereof  results  from  the  fact  that  most  of  the  In- 
creases under  General  Order  28  were  10  cents  a  ton.  That  in- 
crease, inflated  in  accordance  with  the  permission  in  Ex  Parte 
74,  became  14  cents,  hence  the  frequent  occurrence  of  that  figure 
in  the  tariffs. 

At  the  close  of  the  conference,  the  railroads  asked  to  have 
their  tariffs  treated  as  a  single  Issue  and  not  as  many  separate 
publications  and  that  the  Commission  suspend  all  or  none. 
The  shippers  agreed  to  that  proposal.  They  professed  to  be 
anxious  to  have  the  whole  matter  brought  to  the  attention  of 
the  Commission.  Therefore,  they  suggested  suspension.  Chair- 
man Crosland,  however,  suggested  that  suspension  was  not  neces- 
sary to  bring  about  such  a  complete  review  because  even  if  the 
tariffs  were  allowed  to  become  operative,  formal  complaints  could 
be  laid  against  them. 

COAL  PRODUCTION  REPORT 

The  Traffic   World   Washington  Bureau 

"The  increase  in  production  of  soft  coal,  which  has  marked 
the  past  month,  was  accelerated  during  the  week  ended  May  14," 
the  Geological  Survey,  Department  of  the  Interior,  said  in  li 
weekly  coal  report.  "The  total  output,  including  lignite  and 
coal  coked,  is  estimated  at  7,937,000  net  tons,  an  increase  when 
compared  with  the  preceding  week  of  554,000  tons,  or  7.5  per 
cent.  The  largest  elements  in  the  change  are  believed  to  be  the 
Increasing  shipments  to  the  lakes  and  to  tidewater  for  export. 

"The  following  statement  furnished  by  the  American  Rail- 
way Association  shows  the  number  of  cars  loaded  daily:  May 
9,  26,595;  May  10,  25,708;  May  11,  25,885;  May  12.  25,732;  May 
13,  25,917;  May  14,  18,547. 

"Preliminary  reports  indicate  that  loadings  on  Monday  and 
Tuesday  of  the  present  week  (May  16-21)  were  24,677  and  26,215 
cars,  respectively. 

"The  movement  of  bituminous  coal  through  the  Hudson 
gateways  for  New  England  destinations  Increased  slightly  dur- 
ing the  week  ended  May  14.  The  number  of  cars  forwarded  Is 
placed  at  2,700,  as  against  2,457  during  the  week  preceding. 

"Exports  from  Hampton  Roads  increased  sharply  during  the 
week  ended  May  14.  Reports  from  the  three  coal  exchanges  at 
that  port  show  that  the  total  dumped  for  export  was  283,620 
net  tons,  an  increase  over  the  preceding  week  of  57,461  tons,  or 
over  25  per  cent,  and  larger  by  12,000  tons  than  the  weekly 
average  attained  In  September,  1920,  when  the  foreign  demand 
was  very  heavy.  Coal  for  bunkering  decreased,  however,  and 
the  total  dumped  for  foreign  account — 362,405  tons — was  prac- 
tically the  same  as  during  the  week  before. 

"In  spite  of  difficulties  experienced  in  securing  boats  for  the 
lake  coal  trade,  total  dumpings  of  bituminous  coal  for  the  season 
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up  to  April  30  were  greater  than  for  any  of  the  four  years  pre- 
ceding.   The  cumulative  total  to  the  end  of  April  was  l,289,16i 
tons.     This  was  156,000  tons  greater  than  in  1919,  and  nearly 
four  times  as  large  as  In  1920. 

"During  the  week  ended  May  8,  according  to  the  Ore  &  Coal 
Exchange,  a  total  of  607,724  net  tons  of  bituminous  coal  was 
loaded  into  vessels,  made  up  of  587,725  tons  of  cargo  and  19,999 
tons  of  vessel  fuel.  Compared  with  the  corresponding  week  in 
1920.  this  was  an  increase  of  342,603  tons,  or  nearly  130  per  cent. 

"Complete  statistics  of  the  carry-over  at  the  head  of  the 
lakes  furnished  by  courtesy  of  the  Northwestern  Dock  Opera- 
tors' Association,  show  a  total  on  April  1,  1921,  of  2,053,022  net 
tons  of  bituminous  coal.  This  represents  the  tonnage  of  the  24 


distributing  dock  companies;  it  does  not  include  coal  on  private 
docks  owned  by  industrial  companies.  Compared  with  the  con- 
dition of  April  1,  1920,  the  present  season  started  with  an  m- 


esam  had   a  total  of  112,709  net  tons   of 

anthracite  on  April  1,  1921.  While  comparable  figures  for  pre- 
ceding years  are  not  available,  it  appears  that  stocks  of  anthra- 
cite at  the  beginning  of  the  present  year  were  larger  than  in 
1917  and  1918,  but  smaller  than  in  1919  and  1920. 

"The  receipts  at  Duluth-Superior  Harbor  up  to  the  end  of 
April  are  reported  by  the  United  States  Engineer  Office  at  83,- 
000  tons  of  anthracite  and  120,000  tons  of  bituminous  coal.  This 
was  a  marked  increase  over  1920." 


The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


ROUTING  OCEAN  SHIPMENTS 

Editor  The  Traffic  World: 

If  we  sell  a  bill  of  goods  on  terms  cost  insurance  and  freight, 
C.  I.  F.,  is  it  within  the  province  of  the  consignee  to  say  by 
which  line  or  how  it  shall  be  shipped?  This  question  presents 
itself  to  the  mind  on  reading  that  Lancashire  spinners  order 
American  cotton  purchases  shipped  in  vessels  flying  the  British 
flag. 

It  would  seem  that  the  terms  of  sale  would  govern.  If  the 
sale  is  F.  O.  B.  shipping  point,  then  the  kind  of  vessel  might 
be  designated.  But  this  offers  features  which  contemplate  an 
agent  of  the  buyer  at  shipping  point  to  effect  freight  and  in- 
surance details.  The  expense  of  this  would  offset  its  apparent 
advantages. 

The  letter  of  credit,  if  one  is  issued,  might  contain  the 
requirement  to  ship  by  a  certain  line.  Usually  the  banks  do 
not  undertake  to  supervise  such  details.  Indeed,  they  have 
consistently  defined  the  limits  beyond  which  they  will  not  go 
and  a  recent  court  decision  indicated  that  it  was  not  the 
province  nor  the  duty  of  the  bank  to  consider  details. 

This  brings  us,  then,  back  to  the  C.  I.  F.  terms  of  sale. 
Under  these  terms  the  shipper  supplies  the  goods,  pays  freight, 
and  insures  the  goods  in  the  orderly  and  usual  manner  cus- 
tomary in  that  particular  trade. 

The  same*  situation  would  arise  in  the  movement  of  Egyp- 
tian cotton.  Large  quantities  come  to  this  country  through 
this  port.  Can  the  American  purchaser  nominate  how  the  cotton 
is  to  be  shipped?  If  the  Lancashire  spinner  has  the  right  to 
route  his  purchases  by  British  ships,  then  it  must  follow  that 
the  American  purchaser  has  equal  rights  with  regard  to  his 
purchases.  Does  this  not  open  the  door  wide  to  an  unwelcome 
situation? 

Boston,  May  17,  1921.  J.  D.  Hashagen. 


MAKING  THE  RAILROADS  THE  GOAT 

Editor  The  Traffic  World: 

Appearances  seem  to  indicate  that  we  are  about  to  pull 
that  oft-repeated  and  ever  ridiculous  grand  stand  play  of  mak- 
ing a  certain  group  or  industrial  interest  the  goat  to  appease 
the  clamor  for  relief  from  a  condition  which  our  powers  that  be 
are  unable  to  remedy  and  do  not  seem  to  be  big  enough  to  under- 
stand or  explain. 

Certainly  there  are  enough  real  and  admitted  profiteers  that 
should  have  been  brought  to  task  long  ago,  without  picking  on 
the  railroads.  The  administration's  flat  that  freight  rates  must 
come  down  can  only  be  justified  on  the  showing  that  the  rail- 
road industrial  group  is  profiteering,  if,  indeed,  that  would  justify 
the  outburst  when  we  know  that  "everybody  is  doing  it." 

The  stockholders  of  the  railroads  are  certainly  not  profiteer- 
ing, as  the  reports  and  records  of  the  Commission  show  that  the 
roads  have  not  earned  any  dividends  for  some  time.  It  can 
easily  be  demonstrated  that  the  employes  as  a  class  are  not 
profiteering.  Except  for  the  corporate  officers  there  are  not  over 
1  per  cent  of  the  rank  and  file  of  the  employes  that  receive 
wages  in  excess  of  the  standards  that  have  been  accepted  as 
just  and  reasonable  in  other  Industries,  and  railroad  work  re- 
quires more  skill,  especially  in  the  use  of  brain  power,  than 
any  other  Industry  known. 

If  the  railroads  are  to  be  butchered  to  make  a  Roman  holi- 
day (or  a  farmers'  holiday),  the  American  people  should  under- 
stand what  that  means  to  the  country.  The  railroads  of  this 
country,  scattered  as  it  is,  are  to  the  country  what  the  arteries 
are  to  the  human  body.  You  cannot  break  them  down  without 
suffering. 

Secretary  of  Agriculture  Wallace  has  said  that  freight  rates 


must  come  down  because  Argentine  can  put  corn  into  New  Eng- 
land cheaper  than  Missouri  can.  As  to  that,  is  it  not  a  fact 
that  the  freight  rate  per  bushel  of  corn  from  Argentine  has 
been  increased  as  much  as  the  rate  from  Missouri  to  New  Eng- 
land since  1914?  Is  it  not  a  fact  that  Argentine  could  always 
put  corn  into  New  England  cheaper  than  Missouri  could?  Is 
it  not  a  fact  that  Mr.  Wallace's  party  has  always  maintained 
that  it  was  for  that  reason  that  they  must  put  a  tariff  wall  around 
this  country  to  keep  out  competition  not  only  on  corn  but  on 
everything  else?  And  is  it  not  a  fact  that  Mr.  Wallace  has 
admitted  that  the  same  party  recently  passed  a  tariff  law  which 
will  not  afford  any  relief  from  foreign  competition?  And  is 
that  why  the  railroads  must  be  knifed? 

The  same  conditions  exist  with  regard  to  Argentine  beef, 
Australian  mutton,  Canadian  wheat,  Sicilian  lemons,  etc. 

Does  anybody  imagine  that,  if  freight  rates  were  reduced, 
prices  might  (mind  I  say  might,  because  we  all  know  that  they 
wouldn't  even  if  we  cut  the  freight  rate  in  half),  be  reduced 
sufficiently  to  stimulate  consumption  in  America  to  a  point 
where  our  surplus  would  be  eliminated  and  production  could 
be  resumed?  Would  Mr.  Wallace  eat  more  steak  if  the  price 
were  reduced  %  cent  per  pound;  any  more  flour  if  the 
price  were  reduced  20  cents  per  hundred  pounds;  any  more 
lemons  if  the  price  were  reduced  1  cent  per  dozen;  or  wear  any 
more  shoes  if  the  price  were  reduced  2  cents  per  pair?  Is  it  not 
a  fact  that  we  must  have  a  foreign  market  to  absorb  our  surplus 
or  we  have  overproduction,  and  that  that  is  what  is  troubling 
us  now?  That,  and  waiting  on  the  part  of  buyers  on  account 
of  the  constant  agitation  about  expected  reductions? 

Then  why  drain  the  blood  out  of  your  arteries  in  an  abor- 
tive attempt  to  cure  a  cancer? 

H.  J.  Tietze,  General   Freight  Agent, 
Manufacturers'  Ry. 

St.  Louis,  Mo.,  May  18,  1921. 


HOW  TO  CUT  FREIGHT  RATES  IN  HALF 

Editor  The  Traffic  World: 

Someone  has  proposed  that  the  U.  S.  government  purchase 
the  freight  cars  now  owned  by  the  railroads  to  help  them  finan- 
cially— a  good  idea.  But  let  us  go  further.  Statistics  show  that 
last  year  each  car  averaged  hauling  1,000  tons  of  freight.  The 
average  capacity  of  the  cars  is  forty-two  tons;  that  means  they 
actually  worked  twenty-four  days,  or  slightly  less  than  6  per 
cent  of  their  full  capacity — an  efficiency  that  surely  can  be  bet- 
tered. Anyone  can  readily  see  this.  Just  put  these  cars  in  the 
hands  of  trained  experts  and  put  it  up  to  them  to: 

1.  Keep  them  loaded  when  moving.    There  are  many  simple  ways 
of  doing  this  that  have  never  been  tried,  but  any  business  man  knows 
that  to  offer  rates  for  heavy  loading  will  bring  the  results. 

2.  Prohibt  storage  of  products  in  cars. 

3.  Prohibit  delay  in  loading  and  unlading  by  several  times  heavier 
penalties  than  now. 

4.  Standardize  the  equipment  for  repairing  of  cars. 

5.  Standardize  new  car  equipment  by  adopting  certain  standards 
so  cars  can  be  used  for  more  products. 

6.  Scrap  some  of  the  present  unfit  equipment. 

7.  Require  certain  scientifically  designed  lading  to  prevent  dam- 
age to  cars. 

8.  A  readjustment  of   freight  rates   along  well   defined   economic 
principles  to  bring  up  this  phase  of  taxation  to  present  day  require- 
ments. 

9.  Waterway    developments    should    be    encouraged,    particularly 
for  the  transportation  of  building  materials,  coal,  etc. 

10.  Truck  transportation  should  be  encouraged  for  terminal  dis- 
tribution. 

11.  Eliminate  any  guarantees.    Let  the  fittest  win  out. 

By  halving  the  number  of  cars  to  be  hauled  around,  you 
half  the  amount  of  coal;  you  further  decrease  your  overhead 
and  maintenance  almost  half.  With  these  facts,  any  thinking 
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man  cm  rlrarly  aee  the  great  problem  of  high  cost,  shortage 
i>i  hniiirs,  and  the  pivs.'iit  financial  slrlnscncy  will  be  solved. 
The  unr.'si  about  the  world  will  be  abated,  above  all,  rallroadH 
will  thus  prevent  government  ownership  and  they  can  put  them- 
selves on  a  sound  basia,  for  under  this  economical  iiieiiimi  of 
handling,  transportation  cost  will  be  so  reduced  thai  they  can 
dispense  with  certain  terminal  and  financing  cost. 

Carbo  Steel  Products  Co., 

C.  U  Mlchod,  Mgr. 
Chicago,  May  13,  1921. 


PACKING  HOUSE  PRODUCTS  TO  TEX. 
AND  OKLA. 

The  further  extension  of  the  so-called  1716  scale  to  apply 
on  fresh  meats  and  packing  house  products  from  Sioux  City, 
South  Omaha,  St.  Joseph  and  Kansas  City  into  Texas  and  Okla- 
homa was  asked  by  the  complainants  in  docket  No.  12398,  Armour 
&  Co.  vs.  A.  T.  &  S.  F.  et  al.,  hearing  on  which  was  held  before 
miner  John  T.  Money,  in  Chicago,  May  20.  W.  W.  Manker, 
assistant  traffic  manager  for  Armour  ft  Co.,  Introduced  as  an 
exhibit  a  map  which  purported  to  show  to  what  extent  this  scale 
already  applied  on  these  commodities  In  the  Southwest,  and  said 
that  it  showed  that  the  plants  of  his  company  at  points  In  Texas 
and  Oklahoma  were  discriminated  against  because  of  the  fact 
that  the  scale  applied  fairly  generally  between  packing  house 
locations  in  Kansas  and  Missouri  and  those  in  Oklahoma  and 
Arkansas. 

It  was  pointed  out  that  at  present  the  rates  assessed  on  the 
shipments  between  the  points  involved  were  based  on  third  and 
fifth  classes,  except  in  instances  where  a  combination  over  Tex- 
arkana  was  applied,  the  reason  for  this  being  the  fact  that  the 
1716  scale  already  applied  from  Texarkana  to  other  Texas  pack- 
ins  points.  Mr.  Manker  said,  however,  that  this  resulted  in  the 
joining  of  the  local  rate  to  Texarkana  with  the  "heavy  end"  of 
the  1716  scale,  which  progresses  in  blocks,  the  blocks  increasing 
in  size  as  the  distance  increases. 

A  special  plea  was  made  by  Paul  E.  Blanchard.  attorney  for 
the  complainants,  to  have  the  Commission  retain  the  rates  from 
Kansas  City  and  St.  Joseph  on  a  parity,  even  If  It  did  not  see 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
ind  THE  TRAFFIC  WORLD  Is  the  logical  medium  for  getting  the 
men  and  the  positions  In  touch  with  each  other.  The  rates  (or 
classified  advertisements  ars  as  follows:  First  Insertion,  $1.90  pel 
line:  minimum  charge,  $3.00;  succeeding  Insertions,  per  line,  60c;  10 
words  to  the  line;  numbers  and  abbreviations  counted  as  worth; 
I  point  type;  payable  In  advance.  Answers  to  keyed  advertisement! 


forwarded  free  and  all  correspondence  held  In  strict  confidence.     Tb« 
TRAFFIC  WORLD,  418  South  Market  Street.  Chicago.  111. 

WANTED— AN    ACTIVE    TRAFFIC    MANAGER    In   every   city   In 

t'nited  States  having  broad  acquaintance  In  local   transportation  cir- 

to  co-operate  with  us  in  installing  LOOSE-LEAF  TRAFFIC  LAW 

SERVICE.     Inquiries  furnished.     Write  in  confidence  for  particulars. 

:ng  qualifications.  TRAFFIC  LAW  SERVICE  CORPORATION, 
S.  W.  corner  Adams  and  LaSalle  streets.  Chicago,  111. 

POSITION  WANTED— Traffic  executive  holding  Important  rail- 
way position  qualified  as  examiner  Interstate  Commerce  Commission 
seeks  wider  field.  Address  R.  E.  E.  301,  care  Traffic  World,  Chi- 
cago, ni. 

POSITION  WANTED — Traffic  Manager.  40,  successful,  now  era- 
ployed,  with  ten  years'  railroad  and  industrial  traffic  experience, 
v.-nnts  position  in  Chicago  district.  Address  "J.  M.  G.,"  Traffic  World, 

iso. 

FOR  SALE-i-Several  thousand  first-class  6x8  8-ft.  oak  railroad 
ties  for  immediate  shipment.  Can  also  furnish  oak  switch  ties  to 
order.  L,.  E.  Pearson.  Edwardsburg,  Michigan. 


Eagle  "Mikado" 


Pencil  No.174 

Made  in  Fin  Gradea 


Regular  Length,  7  Inchea 

Conceded  to  be  the  Finest  Pencil  made  for  (eneral  use.  For  Sale  it  je 

EAGLE  PENCIL  COMPANY,  NEW  YORK 
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HOUSTON,  TEXAS 

Binyon-O'Keef e  Fireproof  Stg.  Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


BALTIMORE 

TO 

PORT  of  LOS  ANGELES  and  SAN  FRANCISCO 
and  HAWAIIAN  ISLANDS 

£xpress  preight  and   Passenger  Service 

S.S.  BUCKEYE  STATE- June  llth 
S.S.  HAWKEYE  STATE    July  16th 

Rate*  and  Space  on  Application 

MATSON  NAVIGATION  COMPANY 

Managing  Agents  United  States  Shipping  Board 
BALTIMORE  SAN  FRANCISCO  HONOLULU 

26  So.  Gay  St.  120  Market  Street  Cattle  &  Cook,  Ltd. 


NEW  ORLEANS-EUROPE 

Corunna,  Plymouth,  Bologne  S  M 

and  Amsterdam  via  Vera  Cruz  and 

HaTana 

Sailing  from  New  Orleans 

S.  S.  Holland!* May  27th 

S.  S.  Friria June  23rd 

S.  S.  Zeelandia July  8th 

Firat,  second  and  third  clau 

Sailing!  every  three  week*  there- 
after. Sailing!  subject  to  change 
without  notice. 

For  further  particulars  aaejy  le 

THE  STEELE  STEAMSHIP 
LINE,  INC,  Aftnto, 

«30  Cemmen  Street,     New  Orleana,  U. 


Do    Decreased    Freight  Shipping  Costs  Interest  You? 

Then  watch  for  our  half  page  announcement  next  week,  or — if  you  can't  wait — apply  to 

TRANS-CONTINENTAL  FREIGHT  COMPANY 

Export  and  Domestic  Freight  Forwarder* 
General  Offices:  203  Dearborn  St.,  Chicago     Eastern  Offices:  Woolworth  Bldg.,  New  York 

Old  South  Bldg.,  Boston    Drezel  Bldg.,  Philadelphia  Hippodrome  Bldg.,  Cleveland  Van  Nuyi  Bldg.,  Los  Angeles      13th  and  Kearney  Sti.,  Portland  Ore. 

Ellicott  Square,  Buffalo      Union  Trust  Bldg.,  Cincinnati    Monadnock  Bldg.,  San  Francisco     Alaska  Bldg.,  Seattle  Writt  tiu  Ntaral  Oft* 
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fit  to  put  in  the  scale  from  the  farther  distant  points.  Com- 
binations of  locals  could  be  applied  from  Omaha  and  Sioux  City, 
he  said,  which  would  be  satisfactory  to  Armour  &  Co.  An  ex- 
hibit showing  the  amount  of  the  proposed  rate  to  various  points 
was  entered  and  attention  was  called  to  the  fact  that  to  the 
farther  distant  points,  such  as  El  Paso,  Brownsville,  and  Corpus 
Christ,  where  shipments  are  regularly  made,  the  rate  would  be 
increased.  This,  Mr.  Manker  said,  would  also  be  satisfactory, 
it  being  the  position  of  the  packers  that  they  would  have  to  "take 
the  bitter  with  the  sweet." 

R.  A.  Nash,  assistant  general  freight  agent  for  the  Frisco, 
repeated  the  plea  made  at  previous  hearings  on  similar  cases, 
that  the  Commission  institute  a  general  investigation  into  these 
rates  in  the  Southwest.  He  admitted  that  they  were  badly  ad- 
justed but  objected  to  the  gradual  extension  of  the  1716  scale, 
which  he  insisted  was  too  low,  over  this  entire  territory.  A.  B. 
Enoch,  attorney  for  the  defendant  roads,  sought  to  get  the  ad- 
mission from  the  complainants  that  any  adjustment  would  be 
proper  so  long  as  it  placed  all  the  packing  house  locations  on 
a  parity,  but  Mr.  Manker  said  that,  in  his  opinion,  such  an  ad- 
justment might  still  be  improper  if  it  were  made  on  a  basis 
materially  higher  than  the  1716  scale.  Reparation  on  1,685  cars, 
amounting  to  $30,000,  was  asked. 

CLASSIFICATION  OF  FRESH   BONES 

Three  cases,  each  of  which  protested  the  assessment  of  the 
fresh  meat  rate  on  fresh  green  bones  to  Camden,  N.  J.,  were 
heard  jointly  before  Examiner  John  T.  Money  in  Chicago,  May 
21.  They  were:  No.  12283,  Wilson  &  Co.  vs.  Chicago  &  Alton, 
Director-General,  et  al.;  No.  12302,  Armour  &  Co.  et  al.  vs.  Chi- 
cago Junction  Railway  et  al.;  and  No.  12176,  Morris  &  Co.  vs. 
Director-General,  Chicago  Junction  Railway,  et  al.  Leo.  J. 
Kramer  intervened  in  No.  12176  on  behalf  of  Guggenheim  Bros.; 
and  E.  W.  Skipworth  intervened  in  the  same  case  on  behalf  of 
Oscar  Mayer  &  Co.,  and  in  No.  12283  on  behalf  of  Libby,  McNeill 
and  Libby. 

The  dispute,  as  outlined  by  three  packers'  witnesses,  R.  R. 
Hargis  and  W.  W.  Manker,  assistant  traffic  managers  for  Wilson 
&  Co.,  and  Armour  &  Co.,  respectively,  and  E.  J.  Bachman,  of 
the  traffic  department  of  Morris  &  Co.,  arose  out  of  the  fact 
that  in  June,  1918,  the  inspection  bureau,  after  an  investiga- 
tion, recommended  that  the  bones  in  question,  which  had  prior 
thereto  been  shipped  as  "bones,  N.  0.  I.  B.  N.,"  be  classed  as 
fresh  meat  and  the  rate  applied  accordingly.  The  packers  allege 
that  there  is  no  analogy  between  the  two  products  and  in  addi- 
tion to  requesting  the  Commission  to  replace  the  classification 
on  the  old  basis,  are  asking  that  reparation  be  awarded  down 
to  the  basis  of  the  sixth  class  rate,  which  applies  on  bones. 

Samples  of  the  bones  in  question  were  exhibited  at  the  hear- 
ing to  show  that  they  were  clean  of  meat  and  that  nothing  ex- 
cept the  bone  proper  was  shipped.  The  defendants  said  that 
they  were  used  in  the  manufacture  of  soup  at  Camden,  and  one 
of  the  alleged  inconsistencies  which  they  pointed  out  was  the 
fact  that  the  soup  was  shipped  under  a  fifth  class  rate,  whereas 
the  fresh  meat,  under  which  the  bones  moved,  is  based  on  third 
class. 

John  S.  Burchmore,  attorney  for  Wilson  &  Co.  and  Morris 
&  Co.,  said  that  the  carriers  had  attempted  to  put  in  a  supple- 
ment to  Official  Classification,  effective  May  25,  which  was  to 
put  these  bones  in  fourth  class,  on  a  parity  with  packing  house 
products.  This  supplement  had,  however,  he  said,  been 
suspended  by  the  Commission,  and  he  thought  it  might  be  proper 
for  the  evidence  in  these  cases  to  be  taken  into  consideration 
so  that  a  decision  on  the  suspension  could  be  made  without 
further  hearing. 

.Mr.  Manker  said  that  bones  such  as  were  used  for  soup 
were  also  used  for  fertilizer  and  glue  stock  and  that,  when  so 
shipped,  they  took  the  sixth  class  bone  rate.  For  that  portion 
of  the  haul  west  of  Chicago  and  the  Mississippi,  he  said,  it  was 
the  request  of  the  packers  that  the  bones  be  placed  in  class  D. 
Paul  E.  Blanchard  conducted  the  case  for  Armour  &  Co. 

The  defense,  conducted  by  Guernsey  Orcutt,  F.  W.  Smith 
and  Louis  H.  Strasser,  took  the  position  that  the  bones  were 
really  a  food  product.  They  alleged  that,  when  shipped  as 
fertilizer  or  glue  stock,  the  marrow  and  juices  were  extracted, 
and  that  these  parts  constituted  expensive  commodities.  The 
work  of  the  Inspection  Bureau  was  pointed  out  as  proof  of  the 
truth  of  these  statements.  Mr.  Strasser  pointed  out  the  trans- 
portation conditions,  such  as  refrigerator  cars  and  icing  neces- 
sities, which,  he  said,  were  the  same  as  those  surrounding  fresh 
meat  shipments.  Fertilizer  and  glue  bones,  he  said  were  in- 
variably shipped  in  box  cars. 

Thomas  W.  Woodward,  appearing  for  the  Director-General 
objected  to  any  testimony  on  the  part  of  traffic  witnesses  for  the 
complainants  which  went  into  the  commercial  phases  of  the 
disposition  of  the  bones.  He  said  that  it  was  proved  that  the 
packers  paid  the  freight  charges,  but  that  they  could  not,  of 
their  own  knowledge,  state  positively  as  to  the  "bearing"  of  them. 

You  can  get  the  day's  important  traffic  news  every 
working  day  in  the  year  through  THE  DAILY 
TRAFFIC  WORLD. 


Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Traffic  B«>lr<!  Corporation,  Colorado  Building,  Washington,  D.  C 


Delivery  by  Carrier — What  Constitutes 

Connecticut. — Question:  On  October  13,  1920,  we  received 
a  car  of  grapes  consigned  to  ourselves.  This  car  was  placed 
in  public  delivery  of  the  transportation  company  and  October  14 
we  started  to  unload  car,  protecting  car  by  our  own  private 
locks  at  the  end  of  the  day.  On  the  morning  of  the  15th  we 
found  one  of  the  locks  broken  from  the  car  and,  although  we 
could  not  definitely  state  that  any  of  the  grapes  had  been  stolen 
at  that  time,  the  car  checked  411  pounds  short. 

Claim  was  entered  with  the  carrier,  but  they  now  decline  to 
pay  same,  stating  that  car  was  under  our  protection  and  that 
they  did  not  wish  to  assume  any  liability.  You  will  note  in 
connection  with  this,  that  the  car  was  still  within  the  48-hour 
period  allowed  for  unloading.  To  what  extent,  in  your  opinion, 
can  the  carrier  be  held  for  this  loss?  Would  also  like  to  know- 
to  what  extent  they  would  be  liable,  providing  the  48-hour  period 
had  expired. 

Answer:     The  decisions  of  the  courts  are  not  at  all  uniform 
on  the  question  as  to  when  the  liability  of  a  common  carrier 
as  such  ceases,  and  becomes  that  of  a  warehouseman,  and  when 
the  liability  of  the  carrier  as  a  warehouseman  ceases.     In  the 
case    of    Mclntire    et    al.  vs.  C.  R.  I.  &  P.,  152  N.  W.  305,  th 
Supreme  Court  of  Nebraska  held  that  when  a  railroad  compan; 
has  transported  a  car  of  freight  to  the  point  designated  by  th» 
shipper,  has  notified  the  shipper  of  the  arrival  of  the  car  an< 
given  consignee  permission  to  unload  the  same  and  consigne 
has  broken  the  seal  thereon,  and  locked  the  door  with  its  own 
lock  and  retained  the  key,  and  later  a  fire  occurs   in   the   ca 
and  the   goods   are   thereby  damaged,   the   railroad   company  i 
not  liable.     See  also  the  case  of  Rusted  vs.  G.  N.  Ry.  Co.,  142 
N.  W.   727   (Minn.).     However,   in   the   case  of  Mark   Owen  vs 
Michigan  Central  R.  Co.,  125  N.  E.  767,  the  Supreme  Court  o 
Illinois  held  that  under  the  bill  of  lading  provision  that  "prop 
erty  not  removed  within  48  hours  after  notice  of  its  arrival  may 
be  kept  in  car  subject  to  a  reasonable  charge  for  storage  am 
carrier's  liability  as  warehouseman,"  etc.,  the  carrier  was  liable 
as  a  carrier  for  loss  of  goods  occurring  within  48  hours  after  no 
tice  to  consignee,  even   though  the   consignee  broke  the  seals 
accepted  the  shipment  and  began  unloading  the  car. 

Connecting   Line — Liability  of 

Ohio. — Question:  On  page  826  of  your  April  16  issue  o 
The  Traffic  World  your  answer  to  "Ohio"  indicates  that  a  de 
livering  carrier  is  not  liable  for  loss  or  damage  occurring  on 
lines  with  which  it  connects,  prior  to  receipt  of  the  goods  by 
the  delivering  carrier,  unless  the  shipment  involved  was  par 
tially  lost  or  damaged  on  line  of  delivering  carrier. 

Section  2  of  conditions  of  the  Standard  Form  Bill  of  Lading 
reads  in  part  as  follows:  "Claim  must  be  made  in  writing  to 
the  originating  or  delivering  carrier,"  etc.  Does  not  this  pro 
vision  place  responsibility  on  the  delivering  carrier,  whether  or 
not  the  damage  or  loss  occurred  on  his  line?  In  other  words 
does  not  a  claim,  presented  against  the  delivering  carrier,  under 
the  following  circumstances,  make  said  delivering  carrier  liable 
equally  with  the  initial  line,  whether  the  damage  or  loss  oc- 
curred on  its  own  line  or  on  one  of  the  intermediate  lines?  We 
will  presume  a  shipment  of  two  packages  is  forwarded,  the 
movement  involving  three  railroads;  one  package  only  is  deliv- 
ered at  destination,  and  freight  bill  covering  same  bears  nota- 
tion "one  package  short."  Under  these  circumstances,  our  usual 
procedure  is  to  file  claim  against  the  delivering  carrier,  sub- 
stantiating same  with  the  original  paid  freight  bill  issued  by 
that  line,  and  bearing  the  shortage  notation.  We  will  presume 
that  carrier's  investigation  consumed  more  than  six  months, 
after  which  time  the  delivering  carrier  refuses  payment,  basing 
•his  declination  on  the  fact  that  the  intermediate  line  has  failed 
to  show  delivery  to  the  delivering  line  of  the  one  package  that 
is  short.  Under  these  circumstances,  the  six  months'  limitation 
having  expired,  it  would  then  be  too  late  to  file  claim  against 
the  initial  carrier.  Are  we  to  understand  your  answer  to  "Ohio" 
mentioned  above  indicates  that  under  such  circumstances  the 
delivering  line  would  not  be  responsible  for  loss?  A  similar 
condition,  of  course,  would  apply  if  the  two  packages  were  de 
Iivered  at  destination,  freight  bill  bearing  notation  indicating 
tnat  one  of  the  packages  was  damaged  and  the  delivering  car- 
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What  Port  Do  You  Use? 

—Do  you  use  the  port  having  the  record  for  quick  turn  around  of  ships? 

—Do  you  use  the  port  which  the  rail  lines  admit  to  be  first  from  the  point  of  efficiency,  over  all 
oilier  ports? 

—Do  you  use  the  port  whose  terminals  are  so  arranged  as  to  be  able  to  handle  cargo  shipments 
quickly  and  easily? 

The  Port  of  Galveston 

— has  equal  or  lower  rates  from  and  to  the  territory  shown  in  the  accompanying  map,  than  any 
oilier  gulf  port  and  also  enjoys  the  same  rates  on  iron  and  steel  articles  from  the  Pittsburg  district  as 
do  other  gulf  ports. 

Galveston  is  served  by  four  trunk  lines:  the  Southern  Pacific,  Santa  Fe,  I.  &  G.  N.  and  the 
M.  K.  &  T.  Four  days  from  Kansas  City,  five  days  from  St.  Louis  and  seven  days  from  Chicago. 

A  train  load  of  grain  shipped  from  Minneapolis  on  May  13th  arrived  at  Galveston  on  May  18th 
and  was  unloaded  at  Elevators  on  May  20th.  This  is  an  example  of  the  excellent  transportation 
service  offered  Western  shippers  through  the  Port  of  Galveston. 

Coastwise  service  to  and  from  eastern  seaboard  unsurpassed  with  five  general  cargo  sailings  each 
week  in  both  directions.  Adequate  warehousing  space  to  handle  any  movement  of  traffic. 

For  additional  rates,  data  or  information,  Address 

Traffic  Department  GALVESTON  COMMERCIAL  ASSOCIATION 

Galveston,  Texas 
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.    ,  „  lltl  draft    and  In  the  meantime  demurrage  to  the  amount  of  ?57 

rier's  investigation  developing  that  damage  occurred  before  de-      up  draft   and  m  «*  m^^  ^  ^^  ^.^  by  moving  ^  & 

-------   -*  -----  *-  -----    „„„„„„!  —  »„! 


to  its  line  by  the  intermediate  carrier. 
We  may  state  that  all  claims  of  this  nature,  which  we  have 
presented^  the  delivering  line  have  been  paid,  but  if  our  under- 
take of  your  answer  to  "Ohio"  is  correct,  it  would  appear 

hote"    toough        Icho 


d       the  deliering  carrier  has 
I8cape  the  responsibility  for  all  the  lines 


and  the  oniy 


distance  of   48   miles   to   carrier's   storage   house,   assessing  fol- 
lowing charges,   $57   demurrage  and   tax,   ?7   reconsignment,   $ 
switching    charges    and   through   rate   from    point   of    origin    to 
point   of   storage.     Can   reconsignment   charge   be   collected,   as 
there  was  no  refusal  or  order  to  divert  by  either  A  or  C,  or  can 

" 


escape  me  remiuuBiyi"../  d      switching  charges  be  assessed,  as  earner  had  no  right  to  spot 

alternative  would  be  to  file  claim  against  "JJJ""?,™?,,^      ^  wlthout  surrender  of  bill  of  lading? 

Answer:  Unless  carrier  was  instructed  by  the  consignor  to 
forward  the  car  to  the  point  at  which  it  was  stored,  the  carrier, 
cannot,  in  our  opinion,  collect  anything  in  excess  of  its  demur- 
rage and  storage  charge,  as  unless  ordered  to  do  so,  its  move- 

T.rmack'and  c"ummin7'ame"ndmen"ts  m'ade'the  initial  carrier  ment  of  the  car  to  storage  point  was  for  11 
liable  for  loss  or  damage  occurring  on  its  connecting  lines,  the 
delivering  carrier  cannot  be  held  liable  if  suit  is  filed  against 
that  line  for  loss  occurring  to  shipments  prior  to  the  receipt 
of  same  by  it.  However,  either  the  initial  carrier,  or  the  inter- 
mediate carrier  or  the  destination  carrier  may  be  sued. 


lllVt?      WUUIU       UC      I"      UAt      V,»W»IA*      «o  —  "  .  .  . 

substantiate  same  with  paid  freight  bill  of  delivering  line  bear 

to6  AnTwerT*  WhUeTs  to  interstate  shipments,  notice  to  one_of 
several  connecting  carriers  is  notice 
amendment,  each  carrier  being  an  agent  for  the 


1    I.I    I     '    '  UCU     I    1C*  V*  HJG          X«^«Jl.*"»--  , 

The  initial  carrier  is  liable   for  loss   or  damage  occurrm 


Shipper's   Load  and   Count 

Kansas. Question:     Will  you  please  advise  if  shipper  may 

require  carriers  in  C.  F.  A.  territory  to  check  out  carload  ship- 
ments both  at  stopover  point  and  destination  and  if  western 
carriers  can  legally  refuse  to  sign  bills  of  lading  carrying  instruc- 
tions  to  that  effect?  Can  any  carrier  legally  refuse  to  check  in 


j.  Ut;      i  it  l  <  i(Li      va*  »iv,*«t»«  -—      — -  —  J+Vi£j  —  

on  the  lines  of  its  connections  as  well  as  its  own       es,  ana  in<        ™arload~  shipments  at  point  of  shipment  and  give  shipper  a  car- 
shipper  is  not  compelled  to  determine  on  whicn  ci  rjer,g  CQunt  bm  Qf  lading  when  such  cars  are  loaded  on  shipper's 


11 '.I  I       bV*U£TVUTO       w      w«-  ,  , 

the  loss  or  damage  occurred.    But,  if  the  destination  line  or  the 
intermediate  line  is  sued,  the  plaintiff  must  prove  that  the  loss 


private   siding?     If  so,  could  the  carrier  be  required   to   check 
carload  shipments  and  furnish  carrier's  count  bill  of  lading  when 
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occurred  on  the  line  sued,  subject  to  the  presumption  tnat  it  t          tenderad  for  loading  on  their  team  track?     Please  quote  Inter- 
shipper  shows  that  the  goods  were  delivered  m  good  condition 
to  the  initial  carrier,  the  law  will  presume  that  they  were  de 
livered  to  the  line  sued  in  the  same  condition,  the  burden  then 
resting  upon  that  line  to  rebut  the  pres umPtlon.fan.d  s^J.  "g 
the  loss  or  damage  did  not  occur  on  its  line.    If,  however,  ti 
line  sued  (Joes  show  that  the  loss  or  damage  or  injury  did  not 
occur  on  its  line,  recovery  cannot  be  had  against  it.    It  is  there- 
fore advisable  to  sue  the  initial  carrier  in  most  instances. 

Notice   of  Claim 

Illinois.— Question:  Kindly  advise  whether  or  not  the  Amer- 
ican Railway  Express  Company  can  legally  decline  to  entertain 
a  claim  for  "No  returns"  on  a  C.  O.  D.  shipment  which  was 
traced  to  agent  at  destination  within  the  four-month  period,  but 
through  error,  wrong  date  of  forwarding  was  furnished.  Ship- 
ment actually  moved  on  March  24  and  original  tracer  shows 
shipment  as  March  22.  We  hardly  feel  that,  due  to  this  slight 
error,  our  claim  should  be  declined  and  will  appreciate  your 
opinion  in  this  case. 

Answer:  Assuming  that  the  notice  given  the  carrier  con- 
tained sufficient  information  to  apprise  the  carrier  of  the  nature 
of  the  claim  and  described  the  shipment  with  reasonable  defl- 
niteness  and  was  not  a  mere  tracer,  the  fact  that  an  error  was 
made  in  the  date  shipment  was  forwarded  does  not  warrant  the 
carrier  in  declining  the  claims;  all  that  is  required  in  the  claim 
Is  that  the  shipment  be  so  described  as  to  enable  the  carrier  to 
determine  what  shipment  is  referred  to. 

Damages  Due  to  Transferring  in  Transit 
Washington.— Question:  In  your  answer  to  "Minnesota," 
under  the  head  of  damages  due  to  transferring  in  transit,  on 
page  883  of  the  April  23  issue  of  The  Traffic  World,  you  state 
that  it  is  your  opinion  that  such  special  damages  as  are  out- 
lined cannot  be  recovered  from  the  carrier  because  the  extraor- 
dinary liability  was  not  called  to  the  attention  of  the  carrier 
when  the  bill  of  lading  was  executed. 

In  this  connection  will  you  kindly  advise  if  the  carriers 
could  be  compelled  to  sign  bills  of  lading  for  lumber  in  carloads, 
bearing  a  rubber  stamp  notation  as  follows:  "Lumber  in  this 
car  is  of  various  grades  and  dimensions.  If  transferred  must  be 
piled  in  same  order  as  loaded  to  avoid  expense  of  resorting," 
and  would  bill  of  lading  bearing  this  stamp  have  enabled  "Min- 
nesota" to  collect  his  claim  for  damage? 

Answer:  we  are  of  the  opinion  that  carriers  cannot  right- 
fully refuse  to  accept  bills  of  lading  with  a  notation  thereon 
such  as  you  propose  and  that  such  a  notation  would  impose 
upon  a  carrier  the  duty  of  transferring  carload  shipments  of 
lumber  in  a  proper  manner,  so  as  to  make  the  carrier  liable 
for  the  expense  incurred  by  a  consignor  for  sorting,  in  the 
event  the  carrier  failed  to  use  reasonable  care  in  the  transfer 
of  the  lumber,  particularly  if  the  shipper  has  loaded  the  lumber 
in  the  car  in  such  a  manner  as  to  indicate  to  persons,  other 
than  lumber  inspectors,  that  certain  lengths  and  grades  belong 
together. 

Storage 

Ohio. — Question:  Will  you  give  correct  method  of  assessing 
charges  and  cite  ruling,  if  any,  on  the  following: 

A  sells  B  a  carload  of  wheat,  payment  to  be  made  by  ex- 
change of  flour.  B  orders  flour  from  C,  who  ships  car  to  A> 
on  order  bill  of  lading.  Car  arrives  at  destination  and  is  given 
to  connecting  line  by  carrier  and  spotted  at  A's  mill  with  in- 
structions not  to  open  until  bill  of  lading  is  delivered  to  carrier. 
After  several  days'  waiting,  carrier  makes  inquiry  concerning 
bill  of  lading  from  shipper,  who  advises  that  bill  of  lading  was 
mailed  to  B,  who  was  to  lift  draft. 

So  far  neither  A,  C  nor  carrier  have  been  able  to  get  any 
information  from  B,  which  looks  as  if  B  was  not  able  to  take 


state  Commerce  Commission  or  court  rulings,  if  possible,  cover- 
ing these  matters. 

Answer:  The  Interstate  Commerce  Commission,  in  the  case 
of  the  Louisiana  State  Rice  Milling  Co.  vs.  M.  L.  &  T.  R.  Co., 
34  I.  C.  C.  511,  had  under  consideration  the  shipper's  load  and 
count  notation  which  carriers  place  on  bills  of  lading  when  ship- 
ments are  loaded  by  the  shipper. 

In  this  case  the  Commission  was  asked  to  require  of  the 
carriers  that  they  send,  upon  notification,  a  representative  to  the 
complainant's  mills  and  check  the  loading  of  their  shipments, 
or,  if  this  was  found  impracticable  because  of  lack  of  sufficient 
clerical  force,  to  accept  their  statement  as  to  quantities,  etc., 
without  checking  by  the  carrier  and  issue  so-called  "clean"  bills 
of  lading  therefor.  The  Commission,  however,  refused  to  re- 
quire the  carrier  to  issue  clean  bills  of  lading  for  shipments 
loaded  by  shippers  or  to  furnish  a  representative  to  check  the 
loading  of  the  shipments,  and  dismissed  the  case,  and,  in  doing 
so,  made  the  following  statement: 

"As  hereinbefore  stated,  the  subsequently  enacted  Cummins 
amendment  has  not  changed  the  legal  status  of  the  rule  in  ques- 
tion and  where  the  practice  is  shown  to  have  resulted  from  a 
situation  involving  the  mutual  interest  and  convenience  of  the 
shipper  _and  the  carier  we  do  not,  in  view  of  all  the  facts,  cir- 
cumstances and  conditions  appearing  of  record,  find  the  rule  and 
practice  challenged  to  be  unreasonable  or  otherwise  in  violation 
of  existing  law.  It  should  be  borne  in  mind  that  the  shipper 
is  not  denied  his  right  to  an  unqualified  receipt  in  any  case  in 
which  delivery  is  tendered  to  the  carrier  at  any  of  its  public 
stations  where  it  provides  facilities  for  the  receipt  and  delivery 
of  freight." 

The  statement  made  in  the  last  sentence  of  the  quotation 
above  seems  to  indicate  that  where  freight  is  loaded  at  carrier's 
team  tracks  a  shipper  is  entitled  to  an  unqualified  receipt. 

When  a  car  is  stopped  short  of  the  final  destination  and  the 
seals  broken  for  the  purpose  of  unloading  a  portion  of  the  goods, 
under  proper  tariff  authority,  a  carrier  is  liable  for  any  shortage 
resulting  from  the  stopping  of  the  car  in  transit  for  that  purpose. 

Delivery  on  Team  Tracks — What  Constitutes 

Massachusetts. — Question:  A  claim  was  entered  against  the 
railroad  company  for  shortage  out  of  shipper's  load  and  count 
car.  The  shipper  has  given  affidavits  that  the  car  contained 
the  full  quantity.  The  claim  agent  argues  that  the  placing  of 
the  car  on  the  public  track  with  seals  intact  constitutes  full 
delivery.  Our  contention  is  that  the  public  track  is  accessible 
to  other  truckmen,  also  to  other  persons  who  may  seem  to  have 
business  there,  and  consequently  the  shortage  occurred  at  this 
point  during  the  period  of  unloading  (which  on  this  car  took 
two  days)  and,  therefore,  in  our  opinion,  the  transportation 
company  is  liable.  The  railroad  company's  delivery  clerk's  re- 
ceipts on  the  car  prove  a  shortage.  The  claim  agent  asserts  that 
the  carrier  is  not  obliged  to  take  receipts"  on  such  cars  and  that 
such  receipts  are  for  purpose  of  record  only. 

Answer:  As  to  what  constitutes  delivery  of  freight  by  the 
carrier  and  acceptance  by  the  shipper  upon  a  team  track  is  a 
matter  as  to  which  the  decisions  of  the  courts  of  the  various 
states  are  in  conflict.  In  the  case  of  Anthony  &  Jones  Co.  vs. 
N.  Y.  C.  &  H.  R.  R.  R.  Co.,  119  N.  E.  90,  decided  February  26, 
1918,  the  Court  of  Appeals  of  New  York  held  that  the  placing 
of  a  car  upon  the  public  team  track  in  order  that  the  plaintiff 
might  unload  it,  concurred  in  and  acted  upon  by  plaintiff,  was 
a  complete  delivery  and  terminated  the  undertaking  and  obliga- 
tion of  the  defendant  as  a  common  carrier;  that  where  a  carrier 
had  delivered  goods  to  plaintiff  on  the  public  team  track,  the 
fact  that  a  part  of  them  remained  in  the  car  as  a  matter  of  con- 
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REGULAR  SERVICES 
FREIGHT  and  PASSENGER 


Between 
MONTREAL 
BOSTON 
and 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  and  Export  Freight  Shipment!  Solicited 

COMPANY'S  OFFICES.  Cunard  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  St>.  Telephone  Central  2050 


NEW  YORK 
BALTIMORE 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 
PORTLAND.  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT    IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whitefield  SammU 


Phone  Main  2210 


417  SOUTHERN  BUILDING 


ROUTE  YOUR  CARGO  VIA 

MOBILE  "d  GUlFPORTor  PENSACOLA 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 

Belfast,  Dublin  and  Bristol  Channel  Ports 


LIVERPOOL    AND 
MANCHESTER 

HAMBURG    AND 

BREMEN 

HAMBURG    AND 

GRANGEMOUTH 

GLASGOW     AND 

BRISTOL     CHANNEL 

CARDIFF    AND 

BRISTOL 

LONDON    AND    EAST 

COAST    PORTS 


We  Solicit  General  Cargo 


—SAC    CITY   or  Substitute 

— A-l    Steamer 

—EASTERN    SUN 

— A-l    Steamer 

— A-l    Steamer 

— COAHOMA    COUNTY 

NESCO 

— A-l    Steamer 

WALLKILL 

—NESCO    or   Substitute 

—A-l    Steamer 

— A-l    Steamer 


— Due  late    May,    early   June 
—Due  15th. 20th  June 
—Due  July   Ist-IOth 
— Due  late    May,    early    June 
— Due  late    June,    early    July 
— Spot,   expect   sail    last   hall 

May 

— Due  late  May 
— Late  June 
— Due  about  June  15th 
—Last  halt  July 
—First  half  June 
—First  halt  July 


Waterman  Steamship  Corporation, 

Our  Service  Backed  by  18  Yean'  Experience 


MOBILE 
ALA. 


NOSA  LINE 


Monthly  Sailings  to  Principal  Port* 

West  Coast,  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominician  and  Cuban  South  Side  Ports 

For  particulars  apply 

604-12  Queen  &  Crescent  Bldg.,  New  Orleans,  La. 

New  York  Office:  10  Hanover  St.       Chicago  Office:  646  Marquette  Bldg. 
Cable  Address:  "Orleanship" 


Ne*v  Orleans   & 
South    American  S.S.  Co. 

INCORPORATED 


On*  volume  covering  Clan  and  Commodity 
Frelfht  Rates  from  points  In  the  Eastern, 
Seabord,  Central  and  Middle  Western 
Territories  to  all  tlatlon<  In  Wisconsin, 
Illinois  and  the  territory  west  of  the 
Mississippi  River;  also  East-Bound  Rates 
from  Western  Basing  Points  to  stations 
East  of  the  Indiana-Illinois  State  Line. 


Issued  In  loose  leaf,  form  and  served  with  a 
monthly  distribution  of  revised  paces 
covering  rate  changes. 


The  only  reproduction  of  Rail  Road  Rates 
making  reference  to  the  tariffs  of  the 
carriers  that  has  ever  been  Issued  for  the 
use  of  shippers. 


This  service  can  be  placed  in  your  traffic  or 
shipping  department  at  the  nominal  cost 
of  twenty-four  dollars  per  year. 


Write  for  sample  pages  and  endorsements 
from  satisfied  patrons  who  have  used  the 
Service  since  1908. 


HARTMAN'S  FREIGHT  RATE  SERVICE 
732  Federal  St.,  Chicago,  U.  S.  A. 


Railroad  Accounting  Service 

W 

Systems  for  Accounting  Officer 


A  corps  of  thoroughly  experienced  railroad  accountants 
and  analysts  are  available  for  the  preparation  of  Federal 
Control  and  Guaranty  Claims. 

THE   ROBERTS-PETTIJOHN-WOOD   CORPORATION 

Mills  Bldg.,  Washington,  D.  C.       Twenty  East  Jackson,  Chicago 

By  Appointment— Special  Accountants,  American  Skorl  Lint  Railroad  Assn 


v 


RAH  flDIHTD  tPADG  cause  the  loss  of  many  hard 
D/tl*  VrHLFEiK  *_./*K9  earned  dollars  to  railroad  com- 
panies and  shippers  of  grain,  seed,  food  stuffs  and  package 
goods. 

HX1  TfTJJ  «"M7  l^UTC  w  ficc  can  be  saved  by  the  use  of 
MUCH  Ur  11119  L.U99  Kennedy  Car  Liners.  These 
car  liners  practically  condition  a  had  order  car  and  enable  ship- 
pers to  load  cars  that  otherwise  would  be  rejected. 

Bf  iFiVMirTkV  C'VCTTM  of  rnr  "ners  prevent  leakage 
nC,nirVC,lJY  9I911LIV1  In  transit  and  afford  sani- 
tary protection  to  bulk  shipments  and  food  stuffs. 
M/p1  HM  AW  Kennedy  Car  Liners  for  all  cases  of  bad 
WW  Ei  P/IMnCj  order  cars,  consisting  of  full  Standard 
Liners,  End  Liners,  Door  Liners,  Sanitary  and  Sand  Liners. 

US/IT  w  vr»li  HI4VY1  give  us  an  opportunity  to  submit 
WILL.  XUU  WO1  full  details  of  our  system  and  the 
low  cost  of  same?  We  are  confident  this  would  demonstrate  to 
you  the  efficiency  and  money  saving  merits  of  our  proposition. 

THE  KENNEDY  CAR  LINER  A.   BAG  CO. 

SHELBYVILLE.    INDIANA 
Canadian  Factory  at  Woodstock,  Ont. 
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venience  to  plaintiff  did  not  impose  any  relation,  liability  or  duty 


Howern  the  case  of  Mark-Owens  &  Co    vs.  Michigan 
•nual   126  N   E.  767,  decided  Dec.  17,  1919,  the  Supreme  Court 

,«„  rr»  .  S.r  .0,1.,  on  .  *W«'    »J  "VSrl  It  I 

SB  tiiatsrJastf 

ss 


ftf 

sj  isr-srssrs  -c«  «rS  f  ,5 
ss  s  73?  rr.tr  »r»»s  suu  w: 

Conversion—  Remedy  of  Shippers 

New  York—  Question:     Where  a  claim  has  been  entered  for 
shipment  lost  in  transit  and  located  before  claim  is  paid    is 

the  typewriters  rather  than  return   same  and  have  claim  can- 


< 

eoods    if  paid  to  the  owner  by  the  carrier,  will  usually   com- 

pensate the  owner  for  the  loss  of  his  goods,  the  carrier  has  no 

xcuse  for  appropriating  to  its  own  use  goods  consigned  to  it 

lor   transportation,  and   a  shipper   could   recover  by   an  action 

in  replevin  goods  so  appropriated  by  the  carrier. 

Damages  —  Measure  of 

Illinois.—  Question:  A  carload  of  sugar  was  purchased  f.  o.  b 
New  York  $6^5  per  cwt.  One  car  arrived  in  Chicago  and  was 
in  a  damaged  condition.  We  notified  the  railroad  company  and 
they  inspected  the  car  and,  after  inspection,  we  took  the  sugar 
and  placed  same  in  our  warehouse,  but  Before  the  carload  was 
inspected  by  the  railroad  company,  we  advised  them  that  we 
•ejected  the  sugar.  The  carrier  then  asked  us  to  accept  the 
sugar  on  basis  of  $5.65  per  cwt.,  which  we  did,  but  there  was 
nothing  in  the  agreement  stating  anything  in  regard  to  freight 
charges  We  have  no  written  or  verbal  agreement  covering  the 
freight  charges  and  we  would  be  pleased  to  be  advised  whether 
or  not  we  could  expect  redress  on  the  damaged  sugar  m  t 
form  of  freight  charges. 

Answer:  The  general  rule  is  that  when  goods  delivered  to 
a  carrier  for  shipment  are  lost  in  transit,  the  carrier  will  be 
liable  for  the  market  value  of  the  goods  at  the  place  of  destina- 
tion at  the  time  when  delivery  of  the  goods  should  have  been 
made  Where  goods  intrusted  to  a  carrier  for  shipment  are 
injured  through  a  cause  for  which  the  carrier  is  responsible,  the 
owner  of  the  goods  is  entitled  to  recover  the  difference  between 
the  value  of  the  goods  at  the  time  and  place  of  delivery  in  an 
uninjured  condition  and  their  value  in  the  depreciated  condition 
in  which  they  were  delivered. 

In  determining  the  value  at  destination,  the  unpaid  freight 
should  be  deducted,  for  while  the  shipper  is  not  bound  to  pay 
freight  when  the  carrier  fails  to  perform  his  obligation  to  de- 
liver in  good  condition,  yet  he  should  not  have  the  advantage 
of  the  increased  value  of  the  goods  due  to  free  transportation; 
that  is,  if  freight  charges  have  been  paid,  the  value  of  the  prop- 
erty without  reference  to  such  charges  is  the  basis  of  recovery. 

It  appears  from  you?  letter  that  the  figure  of  $5.65  per  cwt. 
was  a  compromise  basis  and,  therefore,  the  amount  of  the  freight 
charges  would,  we  believe,  be  said  to  have  been  merged  in  the 
fixing  of  this  figure  as  the  basis  upon  which  settlement  would 
be  made  by  the  carrier. 

Liability   of  Carrier,   as   Such,   for    Loss   of   Goods   Being   Trans- 

ported from  Shipside  to  Cars 

Virginia.  —  Question:  We  buy  materials  from  importers, 
basis,  exship-boats1  dock  at  railroad  terminals  at  south  Atlantic 
and  Gulf  ports,  and  the  railroads  provide  in  their  tariffs  for 
handling  the  material  from  shipside  into  cars.  Where  material 
is  being  loaded  into  cars  by  a  railroad,  under  their  wharfage 
and  handling  tariff,  for  shipment  to  the  interior,  would  the  rail- 
road be  liable  as  an  insurer  in  the  event  the  material  was  dam- 
aged by  fire  before  bills  of  lading  are  signed. 


Answer-     Section   313,  Volume   10,   Corpus  Juris,   reads   as 
follows       "The  liability  of  the  carrier  as  common  carrier  begins 
w h  the   actual   delivery  of  the   goods   for  transportation    and 
not  merely  with   the   formal  execution  of  a  receipt  or   bill   of 
lading;  the  iTsuance  of  a  bill  of  lading  is  not  necessary  to  corn- 
delivery  and  acceptance.     Even  where  it  is  provided   by 
e  thlt  HabUlty  commences  with  the  issuance  of  the  bill  ot 
lad  ng   actualde  ivery  and  acceptance  are  sufficient  to  bind  the 
car  "fr     The  Carmack  amendment  requiring  the  carrier  to  issue 
i  bi  1  of  lading  for  goods  shipped  does  not  affect  the  operation 
of  thsrue     if  is  nowhere  said  in  such  statute  that  the  carrier's 
Hability  will  not  attach  until  the  bill  of  lading  has  been  issued. 

If  thl  carrier  under  its  published  terminal  tariffs  undertakes 
for  a  charge  to  transfer  freight  from  ships  to  cars  at  the  ports 
t  is  our  opinion  that  it  is  liable  as  a  carrier  for  loss  or  damage 
to  such  freight  even  though  bills  of  lading  covering  the  move- 
ment inland  from  the  port  have  not  been  signed. 
Receipt  in  Bill  of  Lading  as  to  Weight— Burden  of  Proof  on  Car- 
rier to  Show  Weight  Was  Different  from   Amount  Specified 
in   Bill   of   Lading 

Minnesota.-Question:     We    note    in  The  Traffic  World  of 
April   30    in  your  answer  to  "Pennsylvania     regarding  the 
Witty  of 'the  carrier  for  difference  in  weight  that  you  state:     it 
will  be  necessary  for  the  plaintiff    to    show  a  delivery  of  the 

g00We°hhaTe  Dimerous    instances   where    our   subscribers 
have  sued  on  claims  for  shortage  from  shipments  of  coal    an. 
they  have  entered  in  court  the  bill  of  lading  as  evidence  of  the 
mine  weight.     In  some  instances  the  attorneys  for  the  railroad 
company  have  stated  that  the  person  who  performed  the  weighing 
service  should  be  present  to  testify  to  the  weight.     Th.s ,  is  not 
always   required,  but  the   question  has  come  up   m  seveial 
stances,  and  we  should  like  to  receive  your  opinion  on  this  mat 
ter     If  you  are  familiar  with  the  coal  business  you  will 
that  coal  is  often  shipped  from,  say,  West  Virginia  or  Pennsy 
vania  to  western  states.     You  can  readily  see  what  the  expense 
would  be  to  have  the  weighmaster  sent  from  Pennsylvania 
lay.  for  example,  Sioux  Falls,  S.  D.,  to  testify  as  to  the  mine 
weight  when  the  claim   perhaps   amounted   to   only   \ 
Even   the   taking   of   a   deposition   would   be   expensive,   and 
seems  to  us  such  action  is  unnecessary.     If  the  railroad  com- 
pany disputes  the  weight  shown  on  the  bill  of  lading,  why  do 
they  insist  upon  collecting  freight  charges  using  it  as  a  basis 
If  they  contend  that  they  did  not  receive  the  actual  amoum 
coal  at  the  mine,  would  it  not  be  incumbent  upon  them  to  prc 

13  Answer™  The  plaintiff  has,  in  general,  the  burden  of  proving 
the  essential  elements  of  his  cause  of  action,  required  to  be  set 
out  in  his  complaint,  by  a  preponderance  of  evidence, 
a  prima  facie   case  of  liability  is  made  out  and  the  carrier  i 
then  called  on  to  prove  that  the  damage  did  not  arise  from  i 
negligence— upon  proof  by  the  shipper  of  delivery  to  the  came 
in   good   condition   and   delivery   by   the   carrier  in   a   damagi 
condition,  and,  where  the  bill  of  lading  recites  that  the 
were  received  in  apparent  good  condition,  the  burden  of  ; 
is  on  the  carrier  to  show  that  they  were  not  in  good  condition 
when  received.     Likewise,   the   recital   in   the   bill   of  lading 
to  the  amount  received  places  the  burden  on  the  carrier  to  shov 
the  contrary,  and,  in  the  absence  of  convincing  testimony  e 
lishing  mistake,  it  must  control.     A  receipt  in  the  bill  of  ladi 
however,  is  not  conclusive  as  to  the  amount  of  goods  receivec 
for  and  it  is  always  competent  to  show  as  between  the  bodn 
that  the  quantity  actually  delivered  was  less  than  that  named 
in  the  receipt.     See  the  case  of  Baker  vs.  H.  Dittlinger  Rolle 
Mills  Co.,  203  S.  W.  798,  in  which  case  the  court,  on  page  799, 
said: 

"If  the  appellant  received  the  quantity  of  wheat  state* 
the  bill  of  lading  and  delivered  only  a  part  thereof,  it  would,  of 
course,  be  liable  for  such  portion  as  it  failed  to  deliver.     The 
fact  that  the  weight  given  by  the  W.  W.  &  I.  B.  was  adopted 
by  the  railroad  company  in  issuing  its  bill  of  lading  placed  the 
company  in  no  better  or  worse  attitude  than  if  it  had  done  the 
weighing  itself.     The  company  is  bound  by  its  recital  of  weig 
unless  it  shows  that  there  was  a  mistake.     The  weights  state* 
in  the  bill   of  lading  are  prima  facie  evidence   of  the   amount 
received,  and  the  burden  is  on  the  carrier  to  show  that  it  did 
not  receive  the  amount  of  grain  mentioned  in  the  bill  of  lading. 
This  burden  can  only  be  discharged  by  showing  that  a  mistake 
was  made  in  weighing  the  wheat,  or  in  making  out  the  certifi- 
cate upon  which  it  issues  its  bill  of  lading." 
Freight  Charges — Liability  of  Consignee  for,  When   Goods   Sold 

F.  O.  B.   Destination 

Michigan. — Question:     Referring  to  your  issue  of  April  2 
page    884,    question   and   answer   entitled   "Passage   of   Title   as 
Affected  by  Term  F.  O.  B.  in  Contract  of  Sale." 

While  the  question  asked  by  "Rhode  Island"  was  undoubtedly 


wniie  me  quesuun  asKeu  uy     itnuue  isianu    w«»  uini^um.^^., 
for  the  purpose  of  fixing  the  title  to  ownership  of  property  in 


iur  tiie  purpose  ui  uxui£  me  Line  10  uwiieismi*  »Ji  yiv^^^^j  • 
transit  and  while  ordinarily  the  party  who  owns  the  property 
would  be  responsible  for  the  freight  charges  on  freight  sold 
f.  o.  b.  destination,  our  attention  is  called  to  the  decision  of  the 
Supreme  Court  of  Wisconsin,  rendered  Jan.  11,  1921,  In  the 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  guarantee  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


SERVICE 


Service  is  a  term  of  much  elasticity,  (".pe- 
nally in  the  matter  of  a  representation  of 
principals'  interests;  and  the  decree  to 
which  it  may  be  given  is  dependent  solely 
upon  the  completeness  and  experience  of 
the  organization  rendering  Service. 

In  the  booking,  tracing,  forwarding  and 
general  handling  of  your  commodities,  for 
export  shipment,  you  may  expect  from  this 
Company  a  comprehensive  representation 
and  a  Service  personal  in  its  nature,  rather 
than  routine.  The  scope  of  this  organiza- 
tion insures  it. 

THE  W.  L  RICHESON  CO.,  Inc. 

Freight  Brokers  and  Forwarders 
Export  Shipping  for  Account  of  Principals  Throughout  the  World 

613  to  621  Whitney-Central  BIdg., 
NEW  ORLEANS,  LA. 


New  York  Office: 
401  Produce  Exchange 


Galveston  Office: 
810-12  American  Natl.  Ins.  BIdg. 


Pacific  Mail  Steamship  Co 

Under  American  F/o*-PASSENGERS  AND  FREIGHT-  Esr.a6f(s/te</  184 


d  1848 


TRANS-PACIFIC  SERVICE 


"The  Sunshine  Belt  to  the  Orient" 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 
Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Shipping  Board 

steamers    Golden    State   (August  6th)  and     Empire    State 

(July  23rd);  and  pending  delivery   3  other  U.  S.  S.B.  steamers 

by  the  popular  S.S.  Ecuador  (June  25th) 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 
Singapore,  Colombo,  Madras,  Calcutta 
Passenger  and  freight  sailings  monthly  by 

S.  S,  Wolverine  State  (June  1 1  th  ;   Granite  State  (July  1 2th). 
S.  S.  Creole  State  (August  13th) 

PANAMA  SERVICE 

San  Francisco  to  Mexico,  Central  America  and  Canal  Zone 

Passengers  and  freight  sailings  every  10  days,  5  steamers 

SAN  FRANCISCO-BALTIMORE  SERVICE 

(Passengers  and  Freight) 

Calling  at  Los  Angeles  Harbor,  Manzanillo,  San  Jose  de  Guatemala,  La 
Liber  tad,  Corinto,  through  Panama  Canal,   Kingston    and    Havana 

8.  S.  Venezuela  sails  from  San  Francisco  June  1st,  from  Baltimore  July  7lh 
S,  S,  Colombia  sails  from  San  Francisco  July  20th,  from  Baltimore  August  30th 

SHANGHAI-HONGKONG-CALCUTTA  SERVICE 

Between  Shanghai,  Hongkong.  Saigon,  Singapore,  Penang,  Rangoon, 

Calcutta 
Freight  only.    Sailings  every  ten  days — eight  U.  S.  S.  B.  steamer* 

ROUND-THE-WORLD  SERVICE 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Dairen,  Tientsin, 
Shanghai,  Manila,    Saigon,  Singapore,  Calcutta,   Colombo.  Bombay, 

Alexandria.    Bizerta,    Marseilles,    Barcelona,    thence    Baltimore, 

Cristobal,  Los  Angeles  Harbor  and  San  Francisco  <  via  Panama  Canal) 

Freight  only.     Monthly  sailings  —  U.  S.  S.  B.  Steamers 

Through  bills  of  lading  issued  to  and  from  point*  beyond  ports  of  call 

General  Patienger  and  Ticket  office:      62J  Market  St.,  San  Francesco 

General  Offices:  508  California  Street,  San  Francisco 

10  Hanover  Square,  N.  Y.      400  Exchange  Place,  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 
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.  of  the  C  &  N.  W.  Ry.  Co.  vs.  J.  I.  Case  Plow  Co.,  in  which 
court  holds  that  the  consignee  is  responsible  for  the  freight 
notwithstanding  the  fact  that  the  lumber  was  purchased 


f'  °'  MmtTto  question  and  the  answer  to  which  you  refer 
dealt  primarily  with  the  matter  of  the  effect  of  the  term  f.  o.  D 
?n  a  MM*  sale  as  affecting  the  transfer  of  the  title  to  the  goods 
as  between  the  buyer  and  seller,  including  the  statement  with  re- 
spect to  the  payment  of  freight  charges  by  the  seller. 

The  decision  of  the  court  to  which  you  refer  is  interesting 
and  in  line  with  that  of  the  court  in  Central  of  Georgia  Ry.  vs. 
Southern  Ferro  Concrete  Co.,  193  Ala.  108,  68,  981,  in  which  case 
it  was  held  that  the  consignee's  acceptance  and  removal  of  the 
goods  sold  f.  o.  b.  its  station  with  knowledge  that  the  carrier 
was  giving  up  a  lien  thereon  for  freight  undercharges,  did  not 
create  an  obligation  on  its  part  to  pay  the  freight  charges  at  the 
request  and  for  the  convenience  of  the  consignor,  beyond  the 
amount  stated. 

Overcharges  —  Claims  for  Refund  Thereof 

Massachusetts.—  Question:  We  have  a  claim  filed  on  an  in- 
terstate shipment  on  which  there  is  an  overcharge  in  a  demur- 
rage item.  The  carrier  with  whom  we  filed  our  claim,  altnougn 
the  facts  clearly  indicate  that  the  charge  was  unlawfully  as- 
sessed, refuses  to  authorize  refund.  The  shipment  moved  dur- 
ing federal  control  and  claim  was  filed  some  time  ago. 
writer's  understanding  that  on  claims  already  filed  with  the 
carriers  that  it  was  not  necessary  to  file  same  with  the  Com- 
mission under  the  ruling  of  the  Railroad  Administration  as  to 
shipments  moving  during  federal  control.  It  is  also  the  writer's 
understanding  that  such  claims  were  to  be  listed  with  the  Com- 
mission as  claims  against  the  Railroad  Administration,  but  a 
subsequent  ruling  authorized  the  carriers  to  handle  such  claims 
to  a  conclusion. 

If  this  claim  is  declined  by  the  interested  carriers,  could  we 
expect  and  demand  that  such  declination  be  given  through  the 
Commission? 

Answer:  We  understand  from  your  letter  that  the  claim  in 
question  has  been  filed  with  the  Commission.  If  so,  in  the  event 
the  carrier  refuses  to  refund  the  overcharge,  your  only  remedy 
is  to  file  an  informal  complaint  with  the  Commission.  In  the 
event  the  matter  cannot  be  handled  to  a  conclusion  on  the  in- 
formal docket,  you  must  then  file  a  formal  complaint,  if  you 
wish  to  prosecute  the  case  to  a  final  conclusion. 

Undercharges  —  Collection  of  by  Carrier 

Colorado.  —  Question:  A  railroad  company  sent  us  a  freight 
bill  for  collection  September  7,  1920,  covering  a  shipment  we 
made  August  16,  1917,  consigned  snipper's  order-notify  J.  A. 
Graham  in  Wyoming,  account  freight  charges  had  not  been  paid. 
The  railroad  company  apparently  delivered  the  shipment  without 
collecting  freight  charges  and  advised  us  that  they  had  sent 
notices  to  J.  Abraham,  which  is  not  the  correct  consignee.  Con- 
signee was  in  business  and  later  worked  in  a  hardware  store 
in  this  town  until  March  1,  1920,  which  would  have  been  ample 
time  for  the  railroad  company  to  locate  him  if  notices  had  been 
addressed  with  the  correct  name  of  consignee. 

Title  4  to  the  transportation  act,  1920,  section  424,  article  3, 
states:  "All  actions  at  law  by  carriers  subject  to  this  act  for 
recovery  of  their  charges,  or  any  part  thereof,  shall  be  begun 
within  three  years  from  the  time  the  cause  of  action  accrues, 
and  not  after."  Do  you  consider  we  are  liable  for  the  freight 
charges  under  the  above  circumstances? 

Answer:  With  respect  to  the  question  as  to  whether  the 
consignor  or  consignee  is  liable  for  freight,  demurrage  and  other 
charges,  the  rule  is  that  the  consignor  with  whom  the  contract 
of  shipment  is  made  is  primarily  liable  for  the  payment  of  the 
freight  charges  whether  he  is  the  owner  of  the.  goods  or  not, 
and,  by  the  weight  of  authority,  where  goods  are  shipped  by  the 
consignor,  he  is  liable  for  the  freight  charges  in  all  events,  al- 
though there  are  cases  which  hold  that  the  charges  may  not  be 
collected  from  the  consignor  where  the  carrier  has  failed  to  col- 
lect the  charges  upon  delivery  of  the  freight. 

Section  16,  paragraph  3,  of  the  interstate  commerce  act 
reads,  In  part,  as  follows:  "All  actions  at  law  by  carriers  sub- 
ject to  this  act  for  recovery  of  their  charges,  or  any  part  thereof, 
shall  be  begun  within  three  years  from  the  time  the  cause  of 
action  accrues,  and  not  thereafter."  Acts  of  limitation  will  be 
construed  to  operate  prospectively  only,  unless  the  contrary 
Intention  clearly  appears.  There  is  nothing  in  the  aforesaid  act 
that  creates  the  presumption  that  Congress  intended  to  make 
the  limitation  period  in  which  the  carriers  must  begin  their 
actions  for  charges  retroactive.  Ordinarily,  the  true  rule  for 
applying  a  statute  of  limitation  to  rights  of  action  already  ac- 
crued is  to  allow  the  party  statutory  time  for  suing,  computing 
it  from  the  passage  of  the  act,  and  to  consider  the  limitation 
as  commencing  at  the  time  when  the  cause  of  action  is  first 
subjected  to  the  operation  of  the  statute  of  limitation.  So  that, 
shipments  already  completed,  the  time  would  run  from  the 
date  when  the  act  became  effective.  See  the  case  of  Sohn  vs 
Waterman  (U.  S.),  17  Wallace  596. 


WESTERN  PACIFIC  BOND  ISSUE 

The  Traffic   World   Washington  Bureau 

The  Commission  has  authorized  the  Western  Pacific  Rail- 
road Company  to  issue  and  sell  at  not  less  than  85  per  cent 
of  par  and  accrued  interest,  $4,180,000  of  first  mortgage  gold 
bonds  'due  March  1,  1946.  The  authorization  was  requested  in 
connection  with  a  plan  of  the  Western  Pacific  Railroad  Corpo- 
ration, which  holds  the  stock  of  the  Western  Pacific,  to  pur- 
chase stock  of  the  Sacramento  Northern  Railroad.  The  Western 
Pacific,  under  an  agreement  dated  March  5,  1! 
whatever  amount  of  bonds  may  be  necessary  to  enable  the 
holding  company  to  exchange  Western  Pacific  bonds  for  the 
securities  of  the  Sacramento  company,  which  the  holding  com- 
pany proposes  to  acquire,  and  to  sell  the' bonds  at  85  per  cent 
of  par  and  accrued  interest  to  the  holding  company. 

"The  testimony  shows,"  the  Commission  said  in  its  report, 
"that  applicant  proposes  as  soon  as  possible,  and  probably  within 
the  next  year,  to  purchase  either  the  physical  property  of  the 
Sacramento  company,  subject  to  the  outstanding  bonds,  or  all 
of  the  capital  stock  of  a  new  company  which  will  acquire  such 
physical  property  subject  to  such  bonds.  In  either  case,  the 
applicant  proposes  to  purchase  also  such  bonds  of  the  Sacra- 
mento company  as  may  be  acquired  by  the  holding  company 
(Western  Pacific  Railroad  Corporation)  through  the  proposed 
exchange.  Applicant  estimates  that  the  cost  of  acquiring  such 
stock  or  physical  property  and  such  bonds,  would  be  $4,323,000, 
assuming  that  all  of  the  outstanding  bonds  of  the  Sacramento 
company  were  acquired.  Applicant  proposes,  in  the  event  of 
acquisition,  to  construct  certain  extensions  to  the  property  of 
the  Sacramento  Northern  at  an  estimated  cost  of  $3,000,000. 
Both  of  these  amounts  would  be  payable  out  of  the  anticipated 
deposit  of  $13,015,952.  As  the  proposed  expenditures  are  con- 
siderably in  excess  of  the  deposit,  additional  financing  may  be 
necessary,  and  applicant  proposes  to  apply  to  us  within  sixty 
days  for  authority  to  issue  $3,000,000  more  of  its  first  mortgage 
bonds. 

"The  Sacramento  company  operates  lines  of  interurban 
electric  railway  in  the  vicinity  of  Sacramento,  Calif.,  one  of  the 
points  on  the  applicant's  lines.  The  proposed  acquisition  thereof, 
or  of  the  control  thereof,  by  the  applicant  is,  together  with  the 
construction  of  the  Calpine,  Hutchinson  and  San  Jose  branches, 
referred  to  above,  part  of  a  general  program  for  developing  the 
territory  served  by  the  applicant.  The  merits  of  such  acquisi- 
tion are  not  now  in  issue  and  we  express  no  opinion  upon  that 
question." 


MEXICAN   TRANSPORTATION    CONGES- 
TION 

The   Traffic   World   Washington  Bureau 

The  Department  of  Commerce,  in  April,  had  its  agents  in 
Mexico  make  an  investigation  as  to  the  character,  cause,  and 
extent  of  the  transportation  congestion  in  that  country,  contrary 
reports  as  to  which  had  come  to  those  interested  in  using  the 
rail  facilities  south  of  the  Rio  Grande.  From  the  report  issued 
by  the  department  it  appears  that  much  of  the  congestion  is  due 
to  the  lack  of  locomotives,  some  to  the  lack  of  other  kinds  of 
equipment,  to  poor  facilities  at  the  ports,  the  recent  strike  of 
railway  workers,  and  inadequate  berthing  space  at  the  ports  for 
the  ships  entering  them  either  to  discharge  or  to  receive  cargo. 
Conditions  were  worst  at  Vera  Cruz. 

Commercial  Attache  Carlton  Jackson  spent  two  days  in  April 
at  that  city  to  obtain  first-hand  information  in  regard  to  the 
congestion  there.  He  stated  that  the  whole  water  front,  over 
a  mile  long,  is  piled  with  merchandise.  All  the  shelters,  ware- 
houses, and  open  sheds  are  crowded.  Many  bales  of  cotton  have 
been  piled  in  the  sand  and  at  least  30  carloads  of  paper  are 
piled  in  the  open.  He  estimated  that  there  were  from  35,000  to 
45,000  tons  of  merchandise  accumulated  at  the  time  he  was  in 
Vera  Cruz  and  that  stocks  were  coming  in  at  the  rate  of  from 
5,000  to  6,000  per  week.  At  that  time  they  were  being  moved  out 
at  the  rate  of  about  1,000  tons  per  week  and  550  loaded  cars 
were  waiting  to  be  moved.  These  were  going  out  at  the  rate  of 
five  or  six  cars  per  day. 

Mr.  Jackson  stated  in  his  report  that  the  cause  of  this  con- 
gestion could  no  longer  be  ascribed  to  the  custom  house,  which 
at  one  time  was  slow  in  clearing  goods.  The  two  railroads  en- 
tering Vera  Cruz  seem  to  be  almost  completely  demoralized.  The 
roads  are  more  in  need  of  locomotives  than  cars,  but  the  man- 
agement seems  not  to  be  even  taking  advantage  of  reasonable 
offers  of  engines.  The  effect  of  the  recent  railroad  strike  and 
the  consequent  demoralization  of  railroad  labor  has  also  been 
inimical  to  efficient  handling  of  goods.  Mr.  Jackson  expressed 
little  hope  for  improvement  for  some  time. 

There  is  and  has  been  some  congestion  at  the  port  of  Tarn- 
pico,  but  it  cannot  be  said  that  there  is  as  alarming  an  accumu- 
lation of  freight  or  that  the  condition  is  as  serious  as  in  Vera 
Cruz.  Although,  according  to  a  large  stevedoring  firm  at  Tam- 
pico,  incoming  freight  is  five  times  as  great  as  the  amount  of  out- 
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PORT  OF  NEW  ORLEANS,  U.  S.  A. 

GENERAL  STORAGE,  DISTRIBUTING,  RECONSIGNING 

Forwarding  Department  for  handling  EXPORT  (W  IMPORT  Shipment! 
Traffic  Department  to  Co-operate  in  Freight  Distribution 

For  "SERVICE"  write  or  wire 

APPALACHIAN  CORPORATION  (Inc.  of  Louisiana) 

LOUIS  B.  MACID,  Pr»id«nt 
South  Patera,  Thalia,  South  Front  and  Erato  Stravta 


100%  American 


Premier  Fleet 


MARINE  DESPATCH  LIXE 

America's  Coast-to-Coast  Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  MOBILE 
DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 

FORTNIGHTLY 

A-l  FAST  STEEL 

STEAMERS 

OFFERING 

RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 


FOR  RATES  AND  PARTICULARS  APPLY  TO 


ATLANTIC-GULF  &  PACIFIC  STEAMSHIP  CORP. 

St.  Paul  8476  BALTIMORE  406  Water  Street 

SAN  FRANCISCO    60  California  Street 


Philadelphia 
139   South  Third   St. 

Pittsburgh 
1537    Oliver    Building 


Savannah.    Ga. 
Savannah   Bank   and   Trust   Bide. 

Los    Angeles,    Cal. 
427    Van    Nuys     BldK. 


New    York 

42   Broadway 

Mobile,  Ala. 

8.  W.   Cor.  St.   Francis  &   Water  S'.B. 


Oakland,    Cal. 

Parr    Terminal 

Portland,  Ore. 
Board  of  Trade  Bid?. 

Seattle.  Wash. 
1103  L.  C.  Smith  Bid*. 


R.  B.  YOUNQ,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go. 

31 2-31 4-3 IS  WILLIAMSON  STREET          P.  0.  Box  385 

General      Storage — Re-Consigning —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Broker* — Track    Connection*    with    all    Railroad*    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warertousemen'i  Association. 
Phone  No.  4683  SAVANNAH,     GA. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 


PORTLAND,      OREGON 

OREGON  TRANSFER  COMPANY 

Eatabllaned  In  1868 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

No  switching  char**  on  carload  ahlptnanta* 


SEATTLE  TRANSFER  CO. 


123  Jackson  St. 


Seattle,  Wash. 


Quick  Distribution  of  all  Pool  Cars 
100,000  sq.  ft.  of  warehouse  space 
Warehouse-men  and  forwarders. 


ROCHESTER,  NEW  YORK 

General  Storage      Forwarding      Carload  Distribution 

Excellent  facilities  for  reshlpplng  without  cartage,     Inauimawt  rmt» 
11  cents.     Member*  of  American  Warehousemen**    as 


asaoelsrinn  an* 


American  Chain  of  Warehouses. 

Write  for  partleulan. 
8.    R.    4    P.   WAREHOUSE,    Inc.  KINO    AND    MAMA    »Ti. 

EL  PASO, TEXAS 

GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.  Ft.  Floor  Spsce  —  Fireproof  -  Bonded  —  $200,800  Cjpitsl 
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Mjnford  to 


in    the 


SehS'hgavePbaeCeen  Wtf^SS^SA^^^,^^  ^^o^t^conmionl,  the  witness  said,  were,  if  anything,  more 
weeks  at  a  time  awaiting  an  opportunity  to  come  a  ngside  the  ^  southerly  direction  and  the  14-cent  rate  if  reason- 
fiscal  wharf.  This  situation  is  caused  partly  by  the  unfavorabl  JJje  tor  the  opposite  movement  should  have  applied  from  Cleve- 
stowage  of  cargo  aboard  vessels  at  the  point  of  loadi  *•  land  to  Minford,  especially  in  view  of  the  fact  that  it  was  later 
>¥>i —  ........lioritv  nt  InrnminE-  cargo  is  the  large  peii-euiaec  "i  — 


The  neculiarity  of  incoming  cargo  is  „    . 

carg™VPcT*kenyby  material  used  _  in  Hie  oiMndustry.^as 


established. 


rgo  space  taken  by  material  used  in  the  oil    ndustry.  i and  as  -«™^  A.  Cowen,  for  the  complainants,  charged  that  the 

a  general  rule  this  portion  of  each  vessel's  lading  i  had  violated  the  order  of  the  Commission  in  I.  and  S. 

to  a  single  concern.     The  rest  of  the  cargo  is  consigned  to  a  ca                                   wherein  the  so-called  Disque  scale  was  pre- 

Jarge  number  of  importers     If  the  entire  cargo  is  for  a  smge  ^5,^5     .^                lm  on  this  commodity  in  C,  F.  A.  territory. 

oil  company,  the  vessel  docks  at  the  consignee  s  terr          ana  is  appiication  of  thi 

able  to  discharge  and  clear  within  a  reasonab ,le  period  .More  p/result   in  the 

often,  however,  it  is  mixed  cargo  and  is  stowed  in  such  a  manner  ^^^ 


su 

The  application  of  this  scale  would  have  resulted,  and  did  subse- 
rate which  the  complainants  claimed  was 


Oiltrll,    11U  «  c  v  ci  ,    11.    10    *uu  .   - 

that  much  time  is  lost  in  getting  it  out  of  the  hold 

The  matter  of  pilferage  is  most  serious  and  the  i 
have  been  forced  to  pass  on  their  large  losses  from  this  source 
to  the  buying  public.    Theft  takes  place  both  on  board  ship  ana 

In  the  custom  house,  although  the  latter  is  far  more  ^^  uisque  seme  was  uscu  m  iuan....B  ~r v 

Railroad  facilities,  with  reference  to  the  handling  c  combination  rate,  he  said,  the  only  fault  lying  in  the  delay  of 

bad.     Cars  are  plentiful,  but  there  is  a  great  nee  ,loco.m,rt      publishing  the  through  rate,  a  delay  which  was  unavoidable  be- 

tives     However,  the  situation  is  getting  better  slowly  and  t  »  f  tarjff  matters  at  that  particular  time. 

,,-nvino-  thP  facilities  for  the  dispatch  of  freight. 


Thomas  M  Woodward  appeared  for  the  Director-General, 
and  his  witness,  W.  A.  Quigg,  traffic  assistant  from  the  Director- 
General's  office,  said  that  the  rate  as  charged  was  reasonable  and 
-t  complied  with  the  Commission's  order  in  I.  and  S.  965. 
Disque  scale  was  used  in  making  up  both  components  of  the 


1  1  \  f.>  j-HJ>»t-»n.     III*?     o*v**»*  >.••«•  - 

handlers  are  improving  the  facilities  for  the  dispatch 

Commercial  Attache  Jackson  states  on  April  29  that  contra- 
dictory reports  are  in  circulation  as  to  the  present  condition  ot 
rail  transportation.  The  management  of  the  Mexican  Railways 
from  Vera  Cruz  to  Mexico  City  now  states  that  it  is  moving 
all  the  cars  offered  at  Vera  Cruz.  On  the  other  hand,  govern- 


PURCHASE  OF  P.  FT.  W.  &  CHICAGO 

The  Traffic   World   Washington  Bureau 

So  as    to    bring  itself  fully  within  the  jurisdiction   of  the 
Commission    in    regard  to  the   substance   of  its   application  in 


all      L<  _  OAAH  y  l/UlllIIllntill-'ll        *"•        AORCh***      tW      *«w      •»**«*"'.«1 

ment  officials  allege  that  there  are  in  Vera  Cruz  now  Z.OW  finance   docket   No    1217    the   Pennsylvania   Railroad   Company 

loads  of  merchandise  accumulated.     The  railroad  management 


Commission,  in  finance  docket  No.  1448,  for  au- 


. .,        .-.        A         +1  0/1      nas  asKea  me  ouiuiuissiun,  iu  iindiivc  uv^jv^i.  AI^ 

puts  the  blame  on  the  shippers,  stating  that  they  do  not  loaa  Pennsylvania  Company  the  $34,000,000 

the  cars      The  cost  of  moving  cars  has  become  enormous  and  ..      .        ,     ~     .   ~r „    ,-,,..• 

merchants  are  showing  a  reluctance   to  undergo   this   expense. 
The  general  situation  is  affecting  the  cost  of  living  in  Mexico 


City  very  appreciably.     Government  officials  at   various   points 


worth  of  the  stock  of  the  Pittsburgh,  Fort  Wayne  &  Chicago 
Railway  Company  for  $33,239,000  worth  of  the  Pennsylvania 
Company's  Guaranteed  Trust  Certificates  and  $761,000  of  cash, 


Vilj        » ^;i  j       w-j^f  *  x-w»*»».«rf.  —  —  •  —  _  j,      it  g      6QUiV3.lGHt 

have  reported  accumulations  of  merchandise  as  follows,  stated  Jf  ^  Commission  permits  that  exchange  of  the  intercorpo- 

rate paper,  the  Pennsylvania  Railroad  Company  will  become  fhe 
direct  owner,  as  well  as  the  primary  operator,  of  that  part  of 
the  Pennsylvania  System  between  Pittsburgh  and  Chicago  via 
Alliance,  Crestline  and  Fort  Wayne,  and  complete  the  cycle 
of  operations,  begun  in  1869,  when  the  Pittsburgh,  Fort  Wayne 
&  Chicago  leased  its  property  to  the  Pennsylvania  Railroad 


1500-  Mexico  City,  1,900;  Piedras  Negras,  300;  Matamoras,  300; 
San  Luis  Potosi,  800;  Saltillo,  600;  Vera  Cruz,  2,000;  Torreon, 
300  Puebla,  200.  In  addition  to  these  there  are  accumulated  in 
the'  vicinity  of  Laredo,  Tex.,  and  embargoed  from  further  move- 
ment into  Mexico  1,500  cars,  thus  making  a  total  of  11,500. 


.iwar»ljf5%^,2^s;.=ss2>s2  gjyjwws.'sswi  5a.-??H5  sss 


John  W.  Dye,  at  Ciudad  Juarez,  discussed  the  conditions  at  that 
point. 

There  are  two  railroad  lines  south  into  the  interior  of  Mexico 
from  Ciudad  Juarez.  The  Mexico  Northwestern  Railway,  a  pri- 
vate line,  has  been  running  regular  trains  between  Ciudad  Juarez 
aid  Chihuahua  and  handling  all  business  promptly;  a  branch  of 
the  National  Railways  of  Mexico  has  been  troubled  with  more  or 
less  congestion  for  the  past  three  months. 

Congestion  became  serious  as  a  result  of  the  strike  about 
the  first  of  March  and  continued  until  a  few  days  ago.  For  sev- 
eral weeks  no  freight  trains  moved  and  only  perishable  express 
goods  were  accepted  for  transport.  A  week  ago  there  were  over 
200  carloads  of  goods  held  up  in  Juarez  awaiting  shipment  south. 
The  cause  of  the  congestion  was  principally  a  shortage  of  useful 
locomotives.  During  the  strike  inexperienced  men  crippled  many 
of  the  few  available  locomotives. 

When  the  director-general  of  the  Mexican  National  Rail- 
ways, Senor  Francisco  Perez,  came  to  the  city  he  was  able  to 
secure  sufficient  locomotives  from  the  United  States  to  relieve 
the  congestion.  On  May  2  he  purchased  six  locomotives  from 
the  El  Paso  &  Southwestern  Railroad  and  assured  the  consulate 
that  by  the  next  day  all  goods  would  be  moved  from  Juarez  and 
that  a  regular  daily  service  each  way  would  be  established  which 
would  be  able  to  care  for  all  business  offering.  Director-General 
Perez  left  Ciudad  Juarez  on  May  3  for  an  American  city,  where, 
it  is  understood,  in  compliance  with  instructions  from  President 
Obregon,  he  intends  purchasing  about  100  new  locomotives  for 
the  use  of  the  Mexican  national  lines. 


vania  Company  was  organized  to  operate  the  Fort  Wayne  route 
and,  in  the  course  of  time,  the  operating  company  acquired  the 
stock  which  is  now  to  he  transferred  to  the  parent  company 
to  the  end  that  it  may  all  become  subject  to  the  terms  of  the 
$60,000,000  issue  of  fifteen-year  6.5  per  cent  secured  gold  bonds, 
which,  in  turn,  are  backed  by  an  equal  amount  of  the  series  C 
general  mortgage  bonds,  for  the  issuance  of  which  the  company 
asked  permission  in  finance  docket  No.  1217.  The  Pennsylvania 
Company  ceased  to  be  an  operating  company  on  January  1,  1918. 


PERMISSION   FOR   EXTENSION 

Authority  to  construct  an  extension  has  been  granted,  in 
Finance  Docket  No.  1207,  to  the  Uintah  Railway  Company.  The 
extension  is  to  be  about  19.36  miles  long,  mostly  branches  to 
mines  where  gilsonite  is  obtained,  in  Uintah  county,  Utah.  The 
stock  of  the  company  is  owned,  all  except  qualifying  shares, 
by  the  Barber  Asphalt  Company.  The  railroad  company  has 
also  been  authorized  to  retain  all  earnings  in  excess  of  6  per 
cent  for  ten  years  after  the  completion  of  the  extension,  but 
not  later  than  December  31,  1933.  The  permission  is  granted 
on  condition  that  construction  be  begun  not  later  than  July  1, 
1922. 


FERTILIZER,  CLEVELAND  TO  MINFORD 

An  allegation  of  unreasonableness  was  the  basis  for  the  at- 
tack on  the  rate  on  fertilizer  from  Cleveland  to  Minford,  Ohio, 
in  docket  No.  12311,  Swift  &  Co.  vs..  Director-General,  hearing 
on  which  was  held  before  Examiner  John  T.  Money  in  Chicago, 
May  23.  The  complainants  alleged  an  overcharge  of  $263.03, 
on  five  cars  of  fertilizer  which  moved  between  those  points  dur- 
ing the  period  from  March  8,  1918,  to  March  29,  1919,  resulting 
from  the  neglect  of  the  C.  C.  C.  &  St.  L.  to  publish  through  rates 
to  Minford,  which  was  located  on  the  Chesapeake  &  Ohio 
Northern. 

The  rate  assessed  on  these  cars,  according  to  G.  F.  Tally,  of 
the  traffic  department  of  Swift  &  Co.,  was  a  combination  of  the 
rates  to  Columbus  and  beyond,  which  resulted  in  a  rate  of  20% 
cents  prior  to  and  26  cents  after  the  promulgation  of  General 
Order  28.  Minford  was  established  as  a  station  on  the  C.  &  O.  N. 
early  in  1917,  he  said,  but  the  through  two-line  rate  was  not  es- 


FREIGHT   CARS   ON    LINE 

The  semi-monthly  bulletin  of  percentages  of  freight  cars 
on  line  to  ownership  on  Class  1  roads  as  of  May  1,  issued  May 
14  by  the  car  service  division  of  the  American  Railway  Associa- 
tion, shows  that  in  the  Eastern  district  the  percentage  was  97.2 
as  compared  with  104.6  a  year  ago;  in  the  Allegheny  district, 
99  as  against  97.9  a  year  ago;  in  the  Pocahontas  district,  92.8 
as  against  65  a  year  ago;  in  the  Southern  district,  98.9  as 
against  101.4  a  year  ago;  in  the  Western  district,  97.3  as  against 
100.5  a  year  ago;  grand  total  all  districts,  97.6  as  against  99.5 
a  year  ago.  On  the  Canadian  roads  the  percentage  was  95.4 
as  against  91.5  a  year  ago. 


W.  &   N.  B.  STOCKS  AND   BONDS 

The  Williamsport  &  North  Branch  Railway  Company  of 
Pennsylvania  has  petitioned  the  Commission  for  authority  to 
issue  $200,000  of  bonds  and  an  equal  amount  of  non-cumulative 
6  per  cent  preferred  stock,  all  to  be  delivered  to  J.  H.  Emery, 
E.  R.  Kiess,  K.  K.  Townsend  and  J.  K.  Rishel  in  full  payment 
for  conveyance  to  the  carrier  of  all  the  railroad  property.  The 
railroad  extends  from  Halls  Station,  Pa.,  to  Satterfleld,  Pa.,  a 
distance  of  45  miles.  Mr.  Emery  and  the  others  obtained  the 
property  under  a  court  decree  of  foreclosure  and  sale. 
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PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  Monthly  Service          A-l  Steamers 

MOBILE  to  ANTWERP 
HAVRE  and  BORDEAUX 
and  U.S.  PACIFIC  COAST 


St.  Louis  Office: 
1217  Pierce  Building 

IRVING  H.  HELLER,  Manager 


Birmingham  Office: 
424-425  Chamber  of  Commerce  Bldg. 

GEORGE  C.  McLAUGHLIN,  Manager 


The  1921   (Sixteenth  Annual  Edition) 

Exporters'  Encyclopaedia 

MORE  THAN  A  BOOK— A  SERVICE 

READY  for  immediate  delivery.    The  only  authoritative  and  complete  guide  for 
exporting   manufacturers.     Contains  accurate  detailed  information  on  every 
question  which  can  arise  in  connection  with  an  export  order. 

CONDENSED  TABLE  OF  CONTENTS 


Alphabetical   Index  of   Ports,   Cities  and   Countries 

World. 

Alphabetical   List  of  Steamship   Lines  and  Agents. 
Approximate  Values  of   Foreign    Coins. 
Banks  and  Bankers  In  Foreign  Trade. 
Bills  of   Lading    (Arrangement  of). 
Cable  Rates. 

Commerce,    Industries,  etc.,  of  each   Country. 
Commercial   Terms   (Explanation   of). 
Consignment  of  Goods. 

Consular    Invoices    (Fac-slmlles   and    Instructions). 
Consular   Regulations    (in  full  for  each  country). 
Consuls    (American    and    Foreign). 
Conversion  Tables  of   Foreign   Currencies. 

All  the  Shipping  Routes  from  New  York,  Phllade 
Coast  Ports  to  all  parts  of  the  world,  arranged 
detailed  Information  concerning  the  regulations 


of  the        Distances  from  New  York  (Table). 

Drawbacks   on    Export   Shipments. 

Foreign    Drafts   (Arrangement  of). 

Foreign    Postage   Rates. 

Foreign    Weights  and    Measures    (American    Equivalents). 

Mall  Time  to  Foreign  Cities. 

Marine    Insurance. 

Metric  Weights   and    Measures. 

Minimum   Bllli  of  Lading   (for  each  shipping  route). 

Parcels  Post. 

Packing  for  Export. 

Postal    Money  Order  System    (Foreign). 

Protection  of  Trade   Marks  Abroad. 

Selling    American    Goods    Abroad. 
and 

phla,  Boston,  Baltimore,  Savannah,  New  Orleans  and  Pacific 
under  countries  which  they  serve.  Each  section  gives  complete 
and  requirements  of  each  line  to  be  observed  by  the  shipper. 
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"Our  Text  Book  on  Export  Matters' 

"We  have  many  inquiries  from  our  members  engaged  in  foreign  trade  for  information  relative  to  steamship  routes,  sail- 
ings to  various  countries,  Consular  regulations  respecting  transportaton  of  freight  to  a  particular  country,  steamship 
regulations  governing  the  form,  issuance  and  substance  of  shipping  receipts  and  procedure  in  making  export  shipments. 

Our  experience  in  connection  with  the  gathering  of  export  information  has  developed  that  your  work  contains  com- 
plete  and  up-to-date  information  in  condensed  form;  your  publication  is  practically  our  text  book  on  export     J ^ 
matters  and  is  in  almost  daily  use."  /  ^P^ 

THE  MERCHANTS'  ASSOCIATION  OF  NEW  YORK. 

With  a  subscription  to  the  ENCYCLOPAEDIA  is  Included  a  bulletin  service  consisting  of  fre-     4 
quent  bulletins  keeping  the  information  accurate  and  up-to-date,  and  a  loose-leaf  binder  in 
which  they  may  be  conveniently  filed. 
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FREE  EXAMINATION  OFFER 

Don't  send  any  money.     Mail  the  coupon  and  we  will  send  the  ENCYCLOPAEDIA  for  five 
days'  free  examination.     If  you  find  it  valuable,  send  us  your  check  for  $15.00  for  the  com- 
plete service.     If  not,  send  it  back,  charges  collect.     It  doesn't  cost   you  a  cent,  so  fill 
in  and  mail  the  coupon. 
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Digest  of  New  Complaints 

-  — 

No    12700.     Pacific  Coast  Shippers'  Assn..  Inc..  et  al.,  Seattle,  Wash.. 

"Against*  10"  &£*?&£«'&  shipments  of  forest  Products^  as- 
sessed in  accordance  with  J.  E.  Fairbanks'  Trfs  3  f"f  *;  '•  C'  £j 
3  and  4.  as  unjust,  unreasonable  unjustly  d'scrinjimu ory  ana 
unduly  prejudicial  between  August  1.  1919  and  February  n,  iiraw. 
incluslv>.  because  impo.ted  forest  Products  were  exempted  from 
the  api/llcation  of  the  penalty  charges  in  that  period  and  also  b. 
-,  were  not  applied  on  commodities  sola 


NO. 


Fir  Products  Co.,  Inc., 
t  al. 
itory  and  unduly 


s.-.'  _ 

n  and 

_    of  'ji'o'per"c«'r°per"day"'was"assessed    in    addition   to   the 

No.  T27M,r'sub.  No':S2.  Pa^flc^orst' Snippers'  Association,  !nc..  et  al.. 


forest  products  from  points  in  Washington  and  Oregon  to 
destinations  due  to  embargoes  and  strikes  beyond  control  of  ship- 

No.  'izWstb.  No."?.11  The  Henry  D.  Davis  Lumber  Co.,  Inc.,  Portland, 

'  TnJu*t.AunTea1onaMe.  un^Sstly'  discriminatory  and  unduly  preju- 
dicial charges  on   forest  products  from  points  in  Washington  and 
Oregon  to  various  destinations  by  reason  of  the  assessment  of  the 
penalty  charge  of  J10  per  car  per  day.    Asks  reparation 
No.    12701.      The    Atlas    Portland   Cement   Co..    New   York,    N.    Y.,    vs. 

S^'ju^t?  unreasonable.  unduly  prejudicial  and  preferential  rates 

on   cement   from    Hannibal,   Mo.,   to   various  destinations   in   Iowa. 

Asks  Just  and  reasonable  rates.  p 

No.  12702.     The  Atlas  Portland  Cement  Co.,  New  York,   N.  Y.,  vs.   C. 

B'rnj?stCtun1reasonable.    unduly   prejudicial  and   preferential   rates 
on   cement   from    Hannibal.    Mo.,    to   various   destinations    in    Ne- 

.  N.  J..  vs.  Philadelphia.  & 


Rlrnju.st,  'imrl'asrnable.   unjustly  discriminatory  and  unduly  pref- 
erential or  prejudicial  rates  on  anthracite  coal  from  St.  Clair.  Pa., 
to  Port  Reading,  N.  J.    Asks  dease  and  desist  order,  just  and  rea- 
sonable rates  and  reparation. 
No.   12704.     The   Atlas   Portland   Cement  Co.,   New  York.    N.   Y.,   vs. 

Vnjust    'unreasonable,   unduly   prejudicial   and  preferential   rates 
on  cement  from   Hannibal,   Mo.,  to  destinations  in  Kansas.     Asks 
just  and  reasonable  rates. 
No.  12705.    The  Overland  Tire  and  Rubber  Co.  et  al.,  Omaha,  Neb.,  vs. 

Just  and  unreasonable  rates  on  rubber  tires  and  inner  tubes 
from  Omaha.  Neb.,  to  San  Francisco,  Calif.,  and  San  Antonio,  Tex. 
Asks  Just  and  reasonable  rates  and  reparation. 

No.  12706.    Amarillo  (Tex.)  Board  of  City  Development  vs.  Fort  Worth 
&   Denver  City  et  al. 

t'njust  unreasonable  and  unjustly  discriminatory  class  rates 
from  Amarillo.  Tex.,  to  points  In  New  Mexico  as  compared  with 
rntes  from  points  In  Colorado.  New  Mexico  and  Wichita,  Kan. 
Asks  ceaso  and  desist  order,  Just  and  reasonable  rates. 

No.  12707.     Chapin-Sacks  Corporation,  Washington,  D.  C.,  vs.  Atlantic 

Unjust.  unreasonable  and  unjustly  discriminatory  and  preju- 
dicial rates  on  condensed  skimmed  milk  in  cans  by  reason  of  de- 
fendant's failure  to  handle  by  baggage  car  service  on  passenger 
trains  between  Richmond,  Suffolk  and  Petersburg,  Va.,  and  Rocky 
Mount  and  Wilson.  N.  C.:  also  from  Washington.  D.  C.,  Hanover. 
Pa  Buckeyetown,  Md..  and  points  in  Virginia  to  the  same  desti- 
nations. Asks  cease  and  desist  order  and  Just  and  reasonable 

No.   12708.     Bnllou  Brick  Co.    et  al..    Sargents  Bluff,   la.,   vs.   A.    T.    & 
S  *K    et  al. 

T'njust,  unreasonable,  unjustly  discriminatory  and  prejudicial 
rates  on  brick  and  other  clay  products  from  Sioux  City  and  Sar- 
gents Bluff,  la.,  to  destinations  on  lines  of  defendants.  Ask  Just, 
reasonable  and  non-discriminatory  rates. 

No.   12709.     Chamber  of  Commerce  of  Grand  Island,   Neb.,   et  al.   vs. 
Aberdeen  &  Rockflsh  et  al. 

t'njust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential class  rates  and  charges  between  points  east  of  the  Missis- 
sippi River  in  the  states  of  Illinois.  Iowa.  Michigan,  Minnesota 
and  Wisconsin  and  In  the  eastern  district  on  the  one  hand  and 
Grand  Island  and  Hastings.  Neb.,  on  the  other  hand.  Asks  for 
Just,  reasonable  and  non-discriminatory  rates. 

No.   12710.     The  Atlas  Portland  Cement  Co.,   New  York,  vs.   C.   B.   & 
Q.  et  al. 

Unjust.  unreasonable,   unjustly  discriminatory  and  unduly  pref- 

iitlal   rates  on   cement  from   Hannibal.   Mo.,   to  destinations   in 

Illinois  as  compared  with  rates  from  Dixon.  La  Salle  and  Oglesby, 

III.,  to  the  same  destinations.     Asks  for  just,  reasonable  and  non- 

discriminatory  rates. 

No.  12711.     Perry  County  Coal  Corporation  et  al.,   St.   Louis,  Mo.,  vs. 
East  St.  Louis  &  Suburban  Ry.  Co.  et  al. 

Unjust.  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  coal  from  complainants'  mines  In  Illinois  to  points 
In  the  St.  I/ouls  and  East  St.  Louis  districts.  Asks  for  Just, 
reasonable  and  non-discriminatory  rates. 

No.  12713.     The  Singer  Mfg.  Co..  Elizabeth.  N.  J.,  vs.  Illinois  Central 
ct  al. 

rnjust.  unreasonable  rates  on  veneer  lumber  from  Trumann, 
Ark.,  to  New  Orleans  and  Mobile  for  export  to  Glasgow,  Scotland. 
Asks  for  Just  and  reasonable  rates. 

No.  12712.     Hood  Coal  Co.  et  al.,  Shinnston,  W.  Va.,  vs.  Monongahela 
Valley  Traction  Co.  et  al. 

t'njust.  unreasonable,  unjustly  discriminatory  and  prejudicial 
rates  on  bituminous  coal  from  mines  In  West  Virginia  on  Monon- 
Kahela  Valley  Traction  Co.  to  destinations  In  Maryland,  Dela- 
ware. New  Jersey.  New  York.  Pennsylvania  and  other  states  by 
reason  of  the  absence  of  joint  through  rates  such  as  are  applic- 
able from  competing  mines  on  B.  &  O.  and  Western  Maryland 
Asks  just  and  reasonable  joint  through  rates. 

No.  12714.    The  Singer  Mfg.  Co.,  Elizabeth,  N.  J..  vs.  Canadian  Pacific 
et  al. 

rnjust.  unreasonable  rates  on  veneer  lumber  from  Cairo    111     to 


o»    T^hne    DUO      Aqk<!  iust  and  reasonable  rates  and  reparation. 
No.  12715      Th?UIing^  Mfg    Co.   et  al     Elizabeth    N.   J.,   vs.   Chicago 
*  Tfaitprn  Illinois    Director  General  Davis  et  al. 

U$ Must ™  unreasonable^  rates    on   veneer   lumber   from    Trumann, 
Ark,  to  South  Bend,  md.    Asks  Just,  reasonable  rates  and  repara- 

No/mSO.     The   Eagle  Cotton  Oil  Co..   Meridian.   Miss.,   vs.   Alabama 

GUnju^tUandru'nreasonable  rates  on  velvet  bean  meal  from  Eutaw, 
Ala      to   Meridian     Miss.,    in   that   rate    of   24c   on   which    charges 
were   based  exceeded  U&c.     Asks  for  just   and  reasonable   rates 
and  reparation  down  to  basis  ofUKC  rate. 
No.    12731.      The    Singer    Mfg.    Co..    Elizabeth,    N.    J.,    vs.    £.    C.    C.    & 

Stu£ju!lt  tnd  unreasonable  rates  on  veneer  made  from  figured 
wood  or  wood  of  value  from  Cairo,  111.,  to  South  Bend.  Ind.,  to 
the  extent  that  they  exceed  rates  on  lumber  by  more  than  1 
per  cent  and  to  the  extent  that  they  exceed  rates  on  veneer  made 
from  all  other  woods  the  rates  contemporaneously  in  effect  on 
lumber.  Asks  cease  and  desist  order,  just  and  reasonable  rates 

No  ai12732?P!Helena'  (Ark.)   Traffic  Bureau  et  al.   vs.   Payne,  as  agent. 
Excessive    and    unjust    switching    charges    on    numerous    C.    L. 
shipments  from  Helena  to  West  Helena,  Ark      Asks  reparation. 
No.   12732,   Sub.   No.   1.     Buckeye  Veneer  Co.,  West  Helena,   Ark.,   vs. 
Director  General  Payne,  as  agent. 

Unjust  switching  charges  on  carload  shipments  between  Helena 
and  West  Helena.  Ark.  Asks  reparation. 

No.   12733.     Lassen   Lumber   and   Box   Co.,   San   Francisco,   Calif.,   vs. 
Sou.   Pac.  and  Payne. 

Unjust    unreasonable,  unjustly  discriminatory  and  unduly  pref 
erential    or    prejudicial    rates    on    logs    from    Facht    to    Susanvil  e. 
Calif.,  in  period  from  January  1,  1918,  to  February  29,  1920.     Asks 

No  '12734?    "southern  Clay  Mfg.  Co.,  Chattanooga,   Tenn.,  vs.   Atlanta 
&  West  Point,  Payne  et  al. 

Unjust     unreasonable,    excessive    and  •  discriminatory    rates    on 
cement  from  Atlanta,  Ga.,  to  Enterprise.  Ala.     Asks  reparation. 
No.   12735.     Washington  Mfg.   Co.,  Tacoma,   Wash.,   vs.   Oregon-Wash- 
ington R.  R.  &  Nav.  Co.  and  Payne,  as  agent. 

Attacks  as  unjust,  unreasonable  and  discriminatory  rule  in  de- 
fendants' tariffs  providing  that  lumber  may  be  shipped  to  Tacoma, 
Wash  at  the  local  rate,  milled  in  transit  and  forwarded  within 
six  months  at  rate  from  originating  point  because  on  account  of 
defendants'  inability  to  supply  cars  in  August.  1920.  complainant 
has  been  deprived  of  transit  tonnage  credit.  Asks  that  defendant 
Oregon-Washington  R.  R.  &  Nav.  Co.  be  authorized  to  extend  the 
time  limit  on  the  transit  tonnage  credit  involved  for  period  of 
six  months,  or  such  other  time  as  Commission  may  deem  just  and 
reasonable,  and  that  rule  in  question  be  amended  to  protect  ship- 
pers when  carriers  cannot  supply  cars. 

No.    12736.     The   George   B.    Newton   Coal   Co.,    Philadelphia,    Pa.,    vs. 
Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  anthracite  coal  from  mines 
in  Pennsylvania  to  Philadelphia,  Pa.  Asks  reparation. 
No.  12737.  Slogo  Coal  Corporation,  St.  Louis.  Mo.,  vs.  Mo.  Pac.  et  al. 
Unjust,  unreasonable  and  discriminatory  rates  on  bituminous 
coal  from  mine  of  complainant  at  Johnston  City,  111.,  to  destina- 
tions in  Illinois  and  various  interstate  destinations.  Asks  cease 
and  desist  order,  that  carriers  be  required  to  establish  and  main- 
tain joint  through  rates  on  coal  from  Johnston  City,  111.,  to  intra- 
state  and  interstate  destinations  on  lines  of  defendants,  and  which 
shall  not  exceed  rates  in  effect  on  complainant's  transportation 
July  1,  1917,  by  more  than  15c  per  ton,  plus  the  advances  under 
G.  O.  No.  28  and  Ex  parte  74. 

No.  12737,  Sub.  No.  1.     Perry  County  Coal  Corporation,  St.  Louis,  Mo., 
vs.  B.  &  O.   et  al. 

Same  complaint  and  prayer  as  to  rates  on  bituminous  coal  from 
mines  at  O'Fallon   City,   111.,    to  various   intrastate   and    interstate 
destinations. 
No.  12738.     Sunderland  Bros.  Co..  Omaha,  Neb.,  vs.  C.  B.  &  Q.  et  al. 

Unjust,  unreasonable,  preferential  and  unlawful  rates  on  brick 
from  Fredonia,  Kan.,  to  Watson,  Mo.  Asks  cease  and  desist  order 
and  reparation. 

No.   12739.     Daisy  Mfg.   Co.,   Plymouth,   Mich.,  vs.   Alabama  &  Vicks- 
burg  et  al. 

Unjust  and  unreasonable  rating  on  air  guns  and  water  pistols. 
Asks  rating  not  exceeding  fourth  class  for  carloads  in  all  classifi- 
cation territories,  subject  to  a  minimum  of  not  to  exceed  20.000 
Ibs.,  and  3d  class  upon  L.  C.  L.  shipments  in  all  classification  ter- 
ritories, such  ratings  to  be  subject  to  a  mixing  rule  under  which 
the  complainant  and  other  shippers  of  like  commodities  will  be 
able  to  ship  mixed  carload  quantities  of  air  guns  and  water  pistols. 
No.  12740.  Beaumont  Chamber  of  Commerce  vs.  Alexandria  &  West- 
ern et  al. 

Unjust,  unjustly  discriminatory  and  unduly  prejudicial  rates  on 

common  brick  from  Beaumont  and  Schneider,  Tex.,  to  destinations 

in  Louisiana.     Asks  for  rates  not  higher  than  those  prescribed  in 

43  I.  C.  C.,  312,  plus  25  per  cent  and  plus  35  per  cent. 

No.  12741.    Nevada  Packing  Co.,  Reno,  Nev.,  vs.  Southern  Pacific  et  al. 

Unjust  and  unreasonable   rates   on   fresh   meats,   packing  house 

products,   live  cattle,  hogs   and   fertilizer  materials   from   Reno  to 

San    Francisco    in    comparison    with    rates   on    similar   traffic   from 

Ogden,  El  Paso  and  Deming  to  San  Francisco.    Ask  for  reasonable 

and  non-discriminatory  rates. 

No.    12742.      Empire    Refineries,    Inc.,    Tulsa,    Okla.,    vs.    St.    Louis-San 
Francisco,  Director  General  et  al. 

Unjust  and  unreasonable   rates  on  kerosene   from   Okmulgee  to 
Greenup,  111.    Ask  for  reasonable  rates  and  reparation. 
No.  12743.     Swift  &  Co.,  Chicago,  vs.  A.  T.  &  S.  F.  et  al. 

Unjust  and  unreasonable  rates  on  dressed  poultry,  butter,  eggs 
and  other  commodities  in  straight  or  mixed  carloads  and  less  than 
carloads  from  Sioux  City,  South  Omaha.  Kansas  City  and  St. 
Joseph  to  Philadelphia.  Pittsburgh,  Jersey  City,  Boston  and  other 
destinations  on  and  east  of  the  western  termini  upon  which  freight 
charges  were  assessed  by  combination  on  the  Mississippi  River,  on 
all  shipments  since  March  1.  1920.  Ask  for  reasonable  rates  and 
reparation  amounting  to  about  $5.000. 

No.   12746.     Beaumont    (Tex.)   Chamber  of   Commerce   vs.    B.    S.    L.    & 
W.,  Director  General  Davis  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  rough  rice  from  points  in  Louisiana  to  Beaumont, 
Tex.,  as  compared  with  rates  to  New  Orleans.  Lake  Charles, 
Crowley  and  other  points  in  Louisiana.  Asks  for  rates  in  line 
with  Commission's  previous  decisions  and  reparation. 
No.  12747.  Merchants'  and  Manufacturers'  Assn.  of  Baltimore  vai 
American  Ry.  Express  Co. 

Unjust,  unreasonable  express  rates  from  Baltimore,  Md.,  to 
points  in  the  south  and  southeast  by  reason  of  defendant's  refusal 
to  establish  through  routes  and  joint  rates  in  connection  with 
the  Southeastern  Express  Co.  Asks  for  order  requiring  establish- 
ment of  through  routes  and  joint  rates. 


28,  1921 


THE    TRAFFIC     WORLD 


1173 


Serving  the 
Great  Southwest 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


A  north  and  south  railroad 
forming  one  of  the  shortest  and 
most  desirable  routes  between 
the  north  and  east  and  Okla- 
homa, Texas,  Texas  Gulf  Ports, 
Mexico,  Arizona,  New  Mexico 
and  California. 


Through  fast  freights  scheduled 
to  meet   Red   Ball   Service  of 


connecting  carriers. 


Through  package  cars,  efficient 
tracing  and  reconsigning  bu- 
reau and  no  delay. 


Route  your  freight  "K.O.&  G." 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo., 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  6828. 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  X  3950. 

Mr.  F.  A.  Layman,  General  Agent, 

729  Wabash  Bldg.,  Pittsburgh,  Pa.    Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent, 

208  S.  La  Salle  St.,  Chicago,  111.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 


North  China  Line 

(Columbia  Pacific  Shipping  Company) 

OF 

PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,   Tientsin    (Taku    Bar), 

Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama  and  Kobe 

Sailings  Every  Twenty-one  Day*  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  flag  A-1  Steel  Steamer*. 

SS  "VINITA"  June  6 

SS  "WEST  KADER"  June  87 

SS  "WEST  KEATS"  July  18 

SS  "WEST  NIVARIA"  August  8 

Transhipment   at   Shanghai    to   American    River   steamers   for 

Nanking.    Pnkow.    Hankow    and     other     open 

Yangtse   River   ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 

Sudden  &  Christenson 

General  Eastern  Agents 

44  Whitehall  St.,  New  York  City 
or 

Columbia  Pacific  Shipping  Company 

General  Offioea 

Board  of  Trade  Building,  Portland,  Oregon 


Inc. 


Camphuis  &  Company, 

Forwarding  Agents 

LAREDO        -        TEXAS 


Largest  and  Best  Equipped  Forwarding 
Organization  on  the  Mexican    Border 


PACKAGE  CARS  to  MEXICO  CITY 


AND 


OTHER  POINTS  IN  REPUBLIC  OF  MEXICO 


Traffic  Congestion  Partially  Relieved 


During  first  eighteen  days  of  May  we  cleared 
through  Mexican  Custom  House  and  refor- 
warded  from  Nuevo  Laredo 

47  CARLOADS 

AND 

360,000  Lbs.  Less  Than  Carload  Shipments 


Write  us  (or  full  particular*  and  request  a  copy 
of  our  shipping  instruction* 


OFFICES 

Laredo,  T*x»»  El  P»«o,  Texai  E«»le  Pau,  Texas 

Nuevo  Laredo,  Tamps.,  Mexico          Juarez,  Chih.,  Mexico 
Pledrai  Negraa,  Coah.,  Mexico  Mexico  City 
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Docket  of  the  Commission 


Note.      Itemt  In  the  Docket  marked  with  an  agerlik  (•) 

&S5£ssunsusF&  isa  w 

thli  Docket  will  be  noted  elsewhere. 

May  30—  New  Orleans.  La.—  Examiner  Witters  :  . 

12345—  John  P.  Rausch  Co..  Inc.,  vs.  Q.  H.  &  S.  A.  et  ai. 
May  31—  Cincinnati.  O.—  Examiner  Keeler: 

ifeffiS  !«rr|tSa?nS&  Co".  SMa&SSia  Northern  et  a,. 
May   31—  Houston.   Texas—  Examiner  Early: 

12359—  Humble  Pipe  Line  Co.  vs.  Director  General. 


mental  hearing). 

june  1  —  Denver.  Colo.  —  Examiner  Disque:  _     . 

12146—  The  National  Live  Stock  Shippers'  League  et  al.  vs.  A.  T.  & 

12268^Board  of  Railroad  Commissioners  of  the  State  of  South  Da- 

kota vs.  C.  &  N.  W.  et  al. 
June  1  —  Evansville,  Ind.  —  Examiner  Mullen: 

12454—  t'nnnelton  Sewer  Pipe  Co.  vs.  Director  General  and  Sou.  Ry. 
llttMSub  '.No?  D-HSntiniburg  Pressed  Brick  Co.  vs.  Director  Gen- 

124541  (Sub  SNo.  2?-U.  S.  Hame  Co.  vs.  Director  General  and  Sou.  Ry. 
12524—  Indiana  Cotton  Mills  vs.  Director  General  and  Sou.  Ry. 
12524Tsub    No.  1)—  John  Obrecht  Sons'   Mfg.  Co.  vs.   Director  General 

IztS?  (S°ub.  'NO.  2)—  Tell  City  Woolen  Mills  vs.  Director  General  and 

12524"<Siib    No.  3)—  U.  S.  Brick  Co.  vs.  Director  General  and  Sou.  Ry. 
12524  (Sub.  No.  4)—  Tell  City  Furniture  Co.  vs.  Director  General  and 

12524U(Sub.  No.  5)—  Knott  Mfg.  Co.  vs.  Director  General  and  Sou.  Ry. 
12524  (Sub.  No.  6)  —  Tell  City  Flouring  Mills  vs.  Director  General  and 

IK^MSub.  No.  7)—  Tell  City  Water  and  Light  Co.  vs.  Director  Gen- 

eral and  Sou.  Ry. 
June  1—  Washington.  D.  C.—  Examiner  Quevedo: 

12177  —  British  United  Shoe  Machinery  Co.,  Ltd.,  vs.  Pa.  R.  R. 
June  1  —  Argument  at  Washington,  D.  C.: 

11670—  Cameron  Coal  Co.  et  al.  vs.  Marion  &  Eastern  et  al. 

Finance  Docket  1159—  Application  of  the  Atlanta  &  St.  Andrews  Bay 

Ry.  Co.  for  a  certificate  of  public  convenience  and  necessity. 
June  1—  Natchez,  Miss.—  Examiner  Witters: 

•723  —  Natchez  Chamber  of  Commerce  et  al.   vs.   St.   L.   I.   M.   &.  S. 
et  al. 

12415  —  Dave  Levite,  Natchez  Junk  Co.,  vs.  T.  &  P.  et  al. 
Jun«  1  —  Memphis,  Tenn.  —  Examiner  Woodrow: 

10599  —  The  Procter  &  Gamble  Co.  vs.  C.  N.  O.  &  T.  P.  et  al. 

10600—  The  Procter  &  Gamble  Co.  vs.  C.  N.  O.  &  T.  P.  et  al. 

10405  —  Southport  Mill.  Ltd..  vs.  C.  &  N.  W.  et  al. 

10406  (Sub.  No.  1)—  Terminal  Oil  Co.  vs.  C.  &  N.  W.  et  al. 
10405  (Sub.  No.  I)  —  Terminal  Oil  Co.  vs.  Mo.  Pac.  et  al. 
10407—  Southport  Mills.  Ltd.,  vs.  Director  General  and  Y.  &  M.  V. 
10408  —  8outhport  Mill.  Ltd.,  vs.  Director  General  and  I.  C. 

10409—  Southport  Mill.  Ltd..  vs.  N.  O.  T.  &  M.  et  al. 

10410—  Terminal  Oil  Mill  Co.  vs.  N.  O.  T.  &  M.  et  al. 
10464—  Southport  Mill.  Ltd.,  vs.  C.  &  A.  et  al. 
10519—  Southport  Mill.  Ltd..  vs.  O.  P.  &  St.  L.  et  al. 

10557—  Southport  Mill.  Ltd..  vs.  Erie  et  al. 

10558—  Southport  Mill.  Ltd.,  vs.  I.  C.  et  al. 

10564—  Southport  Mill.  Ltd..  v».  N.  O.  T.  &  M.  et  al. 
11974—  Southport  Mill.  Ltd.,  vs.  B.  &.  O.  et  al. 
June  2  —  Washington.  D.  C.  —  Examiner  Quevedo: 

12497  —  fnited  States  of  America  vs.  B.  &  O.  et  al. 
June  t  —  Qalveston.  Tex.  —  Examiner  Early: 

12293—  W.  L.  Moody  Cotton  Co.  vs.  I.  &  G.  N.  et  al. 
June  2  —  Huntington,  W.  Va.  —  Examiner  Keeler: 

11628—  Stone  Branch  Coal  Co.  vs.  C.  &  O. 
June  2  —  Argument  at  Washington.  D.  C.  : 
11862  —  Missouri  rates  and  charges. 
11623  —  New  York  rates,  fares  and  charges. 
June  3  —  Vincennes.  Ind.  —  Examiner  Mullen: 

12419—  National  Rolling  Mill  Co  vs.  B.  &  O.  et  al. 

12408  —  Fred  Klxmiller  et  al.  vs.  Director  General  and  B.  &  O. 

12407  —  Loogootee   Fire  Clay  Products  Co.   vs.   Director  General  and 

B.  &  O. 
June  3  —  DCS  Moines,  la.  —  Examiner  Hunter: 

12506  —  Greater    Des    Moines   Committee.    Inc..    et    al.    vs.    Arkansas 

Central  et  al. 
June  3  —  Chicago,  III.  —  Examiner  Money: 

10475—  The  Rath  Packing  Co.  vs.  111.  Cent,  et  al. 
June  3  —  Meridian,  Miss.  —  Examiner  Witters: 

12309—  The  Newton  Cotton  Oil  Co.  vs.  A.  &  V.  et  al. 
June  3  —  Argument  at  Washington,  D.  C.  : 

I.  and  S'.  1269  —  Extension  of  Memphis  Southwestern  scale  to  addi- 

tional southwestern  points. 
Fourth  Section  App.  11711  —  F.  A.  I/eland. 
June  3  —  Washington.  D.  C.  —  Examiner  Quevedo: 
•  I.  and  S.  1339—  -Classification  ratings  and  C.  L.  minimum  weight  on 

garden  tractors. 
June  A  —  Philadelphia.  Pa.  —  Examiner  Paulson: 

12436—  K.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Pa.  R.  R.  et  al. 
June  4  —  Chicago.  111.  —  Examiner  Money: 

I.  and  S.  1332  —  KVill  ami  water  rates  on  plaster  from  Southard.  Okla.. 

to  New  York  and  Brooklyn.  N.  Y. 
June    6—  Lo»    Angeles,    Calif.  —  Examiner   Hartman: 

Valuation  Docket  26  —  San  Pedro.  Los  Angeles  &  Salt  Lake  R.  11. 
June  6—  Parkersburg.  W.  Va.  —  Examiner  Quevedo: 

12437  —  The  Parkershurg  Rig  and  Reel  Co.  vs.  A.  T.  &  S.  F.  et  al 
June  6  —  Torre  Hnuto.  Ind.  —  Examiner  Mullen: 

12456  —  Oransolll  Chemical  Co.  vs.  C.  &  E.  I.  and  Director  General. 
June  6  —  Chicago.  III.  —  Examiner  Disque: 

12268  —  Board  of  Railroad  Commissioners  of  the  State  of  South  Da- 
kota va.  C.  &  N.  W.  et  al. 


12146— The  Natonal  Live  Stock  Shippers'  League  et  al.  vs.  A.  T.  & 

JU12457^NVWM5r°E vans'  Dairy  ^Col?  ?nc.,  vs.  Director  General. 

12404— American  Nitro-Phospho  Corporation  vs.  A.  C.  L.  et  al. 
June  6— Omaha,  Neb.— Examiner  Hunter: 

ir4^rvR&Saf6iTSCoDierte^0rv2eAeT!  21^^ 

JT%^BrHn3f9S?onn-eKfyro^EBomwFinrg^rteIn!:Ky,    to    eastern    and 
southern  points. 

from  Danville  to  Bronson, 


. 


111. 

'  T2066^C/onstrlfct0ion  ^and'Te^air" ^'railway Equipment   (Locomotive 
equipment  of  the  A.  C.  L.  R.  R.). 

' "2493— F^S    Smith  &  Son  vs^ Beaumont,  Sour  Lake  &  Western  et  al. 
12477— Massachusetts  Oil  Refining  Co.  vs.  B.  &  A.  et  al. 

eneral  and  111.  Cent. 
June  7— Omaha,  Neb.— Examiner  Hunter: 

12486— National  Supply  Co.  vs.  C.  B.  &  Q.  et  al. 
June  8 — New  York,  N.  Y. — Examiner  Paulson: 

12487— International  Paper  Co.  vs.  Me.  Cent,  et  al. 
June  8 — Ft.  Wayne,  Ind. — Examiner  Mullen: 

12427-Ft.  Wayne  Rolling  Mill  Corporation  vs.  A.  T    &  S.  F    et  al 

12425— Ft.  Wayne  Rolling  Mill  Corporation  vs.  C.  M.  &  St.  P.  et  ; 
June  8— Argument  at  Washington.  D.  O.: 

8845 — Natchez  Chamber  of  Commerce  vs.  L.  &  A.  Ry.  et  al. 

8920 — Natchez    Chamber   of   Commerce    vs.    Arkansas,    Lou 

9036^-Natchez  Chamber   of    Commerce    vs.    Arkansas    &    Louisiana 

11820 — Missouri  Portland  Cement  Co.  vs.  Director  General. 
June  8— Pittsburgh,  Pa.— Examiner  Quevedo: 
12529 — Wayne    Coal   Co.,    Inc.,    vs.    Director   General    and   P.    &    W. 

V   Ry 
12529  (Sub.  No.  1)— Wayne  Coal  Co.,  Inc.,  vs.  P.  &  W.  V.  Ry. 

June  8 — Omaha,  Neb. — Examiner  Hunter: 
12494— Skinner  Mfg.  Co.  vs.  O.  B.  &  Q.  et  al. 

JU12066^Constru'ctlon   amfrepair   of   railway   equipment    (Locomotlv 

equipment  of  S.  A.  L.  Ry.). 
June  9 — New  York,  N.  Y. — Examiner  Paulson: 

12500 — Chevrolet  Motor  Co.  of  New  York  vs.  G.  T.  W.  et  al. 

12501— Chevrolet  Motor  Co.  of  California  vs.  Mich.  Cent,  et  al. 

12502— Chevrolet  Motor  Co.  of  St.  Louis  vs.  C.  &  E.  I.  et  al. 

12503 — Chevrolet  Motor  Co.  of  New  York  vs.  G.  T.  W.  et  al. 
June  9 — Argument  at  Washington,   D.  C. : 

11659— Marion  &  Eastern  R.  R.  Co.  vs.  C.  &  j  .  I.  et  al. 

11366— Mercer  Valley  R.  R.  Co.  vs.  Pa.  R.  R.  Western  Lines  et  al. 

11850 — Superior  &  Southeastern  Ry.  Co.  vs.  Director  General,  L.  a 

P.  M.  A  O.  Ry. 
June  10 — Wichita,  Kan. — Examiner  Kephart: 

12414 — The  Vickers  Petroleum  Co.,  Inc.,  vs.  A.  T.  &  S.  F.  et  al. 

12414    (Sub.    No.    1) — The   Vickers  Petroleum   Co.,    Inc.,    vs.    A.    1 

S.  F.  et  al. 
June  10 — Argument  at  Washington,  D.  C.: 

12008 — Morgantown  &  Wheeling  Ry.  Co.  vs.  Pa.  R.  R.  et  al. 

11586— Amendt  Milling  Co.  vs.  N.  Y.  C.  et  al. 

11097— Gulf  States  Steel  Co.  et  al.  vs.  L.  &  N.  et  al. 

11097  (Sub.  No.  1) — Republic  Iron  and  Steel  Co.  vs.  L.  &  N.  et  al. 
June  10 — El  Paso,  Tex. — Examiner  Flynn: 

12517— El  Paso  Chamber  of  Commerce  vs.  A.  T.  &  S.  F.  et  al. 
June  10 — Sioux  City,  la. — Examiner  Hunter: 

12402— Hanford  Produce  Co.  vs.  Director  General  and  American 

Express. 
June  10 — Chicago,  111. — Examiner  Seal: 

12465— Silica   Sand  Producers'    Traffic   Assn.   et   al.    vs.    C.    B.   & 

12495— Silica  Sand  Producers'  Traffic  Assn.  et  al.  vs.  Pa.  R.  R.  et 

12496— Silica  Sand  Producers'  Traffic  Assn.  et  al.  vs.  P.  M.  et  al. 
June  11 — Chicago,  111. — Examiner  Seal: 

12468 — Silica  Sand  Producers'  Traffic  Assn.  vs.  Pa.  R.  R.  et  al. 

12469— Silica  Sand  Producers'  Traffic  Assn.  vs.  M.  K.  &  T.  ct  al. 

12470 — The  Rock  Products  Traffic  League  vs.  B.  &  O.  et  al. 
June  11 — Pittsburgh,  Pa. — Examiner  Quevedo: 

12481— H.  J.  Heinz  Co.  vs.  Director  General  and  Pa.  R.  R. 

June  11 — Argument  at  Washington.  D.  C.: 
I.  and  S.  1309 — Transit  privileges  on  grain  at  Chicago  district 

over  points. 
June  13 — Kalamazoo,  Mich. — Examiner  Hunter: 

12483— J.  Hungerford  Smith  Grape  Juice  Co.  vs.  A.  T.  &  S.  F.  et 
June  13 — Philadelphia,  Pa. — Examiner  Paulson: 
I.  and  S.  1337 — Cement  to  Washington,  Baltimore  &  Annapolis  li. 

trie  Ry.  stations. 
June  13 — Deming,  N.  M. — Examiner  Flynn: 

12475 — Murray  &  Layne  Co.  vs.  A.  T.  &  S.  F.  et  al. 
June  13 — Tulsa,  Okla. — Examiner  Kephart: 

12435 — Empire  Refineries.  Inc.,  et  al.  vs.  C.  R.  I.  &  P-  et  al. 
12466— Mid-Co.  Gasoline  Co.  vs.  M.  K.  &  T.  of  T.  et  al. 
June  13 — Chicago,  111. — Examiner  Seal: 

12507 — Carnation  Milk  Products  Co.  vs.  A.  T.  &  S.  F.  et  al. 
12511 — Carnation  Milk  Products  Co.  vs.  G.  N. 
June  13 — Washington,  D.  C. — Examiner  Agate: 
*  Finance  Docket  1105 — Application  of  the  Detroit  &  Toledo  Slim,    Uni 

R.  R.  Co.  for  authority  to  issue  capital  stock  as  dividends. 
June  13— Chicago.  111.— Examiner  Butler: 
11818 — American  Wholesale  Lumber  Assn.  vs.  Aberdeen  &  Rockflsl 

et  al. 

11818  (Sub.  No.  1) — Van  Cleave  Saw  Mills  Co.  vs.  Director  Gene 
11818   (Sub.   No.  2)— Geo.  W.  Miles  Timber  and  Lumber  Co.  vs. 
rector  General. 
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i  d~  strong^ 

O  tke  giant  of  its  class  anrf  kind 


The  Pennsylvania  Tank  Line  leases  "Pennsylvania"  Tank  Cars 
to  Producers,  Refiners  and  Marketers  of  petroleum  and  other  liquid 
products.  Tank  Line  records  show  that  approximately  70%  of  our 
cars  are  used  to  transport  petroleum  products,  the  remaining  30% 
being  used  in  hauling  a  wide  list  of  other  liquid  products — such  as 
acids,  ammonia,  alcohol,  calcium  chloride,  caustic  soda,  fish  oils, 
glycerine,  glucose,  lard,  molasses,  mineral  waters,  paints,  rosin, 
syrups,  tallow,  toluol,  turpentine,  vinegar,  wine,  etc. 

We  now  have  available  for  immediate  lease  a  limited  number  of 
8,000  AND  10,000  GALLON  CARS 

These  cars  will  be  leased  at  attractive  figures  to  the  first  applicants. 
Write  us  for  rentals  and  further  particulars. 

PENNSYLVANIA  TANK  LINE 

SHARON,  PA. 

New  York  St.  Louis  Houston  San  Francisco 
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11818   (Sub.   No.   3)— Berthold  &  Jennings  Lumber  Co.   vs.   Director 

IlllV'sub.  No.  4)— Robt.  Kamtn  Lumber  Oo.  vs.  Director  General. 
11818  (Sub.  No.  5)-The  Nicola.  Stone  &  Myers  Co.  vs.  Director  Qen- 

118li»  '(Sub.    No.   8)— The   Myers-Parsons   Lumber   Co.    vs.    Director 
118MMSub.  No.  7)— The  Union  Wholesale  Lumber  Co.  vs.  Director 

IISl'iMSub.  No.  8)— Burnaby  Bros.  Lumber  Co.  vs.  Director  General. 
11818  (Sub.  No.  •)— Chicago  Lumber  and  Coal  Co.  vs.  Director  Gen- 

1lll8  '(Sub.  No.  10)— South  Arkansas  Lumber  Co.  vs.  Director  Gen- 

1181?  (Sub.  No.  11)— W.  T.  Ferguson  Lumber  Co.  vs.  Director  Gen- 

11818  (Sub.  No.  12)— Gloor-Ortmann  Lumber  Co.  vs.  Director  General. 
June  14 — Shreveport.  La. — Railroad  Commission  of  Louisiana: 

Finance    Docket    1252— Application    of    the    Louisiana    &    Northwest 

K.  R.  Co.  for  a  certificate  of  public  convenience  and  necessity. 
June  14 — Chicago.  111. — Examiner  Seal: 

12515— Swift  &  Co.  vs.  Kansas  City  Terminal  et  al. 

12223 — Armour  &  Co.  vs.  N.  P.  Ry.  et  al. 
jone  14 — Buffalo,  N.  Y. — Examiner  Quevedo: 

12459 — White  Pine  Assn.  of  the  Tonawandas  et  al.  vs.  N.  T.  C.  et  al. 
June  14 — Jackson,  Mich.— Examiner  Hunter: 

12461 — Peninsular    Portland   Cement    Co.    vs.    Director   General    and 
Cincinnati  Northern. 

12462 — Peninsular    Portland    Cement   Co.    vs.    Director   General   and 

Cincinnati  Northern. 
June  15 — Buffalo,  N.  Y. — Examiner  Quevedo: 

12476 — Rogers  Brown  Iron  Co.  vs.  Director  General  et  al. 
June  15 — Los  Angeles.  Calif. — Examiner  Flynn: 

12467 — Los  Angeles  Ice  and  Cold  Storage  Co.  vs.  C.  R.  R.   of  N.   J. 
et  al. 

10339 — Los  Angeles  Founary  Co.  vs.  Arizona  &  New  Mexico  et  al. 
June  15 — Oklahoma  City,  Okla. — Examiner  Kephart: 

12460— The  Oklahoma  National  Live  Stock  Exchange  et  al.  vs.  Abi- 
lene &  Southern  et  al. 

June  15 — Argument  at  Washington,  D.  C. : 

11976— Bedford  Pulp  and  Paper  Co.  vs.  C.  &  O.  and  Director  General. 
11780 — Consolidated  Coal  Co.  of  St.  Louis  vs.  Director  General. 

*  11778 — Chicago-Springfield   Coal   Co.   vs.   Director  General  and   I.   C. 

R.  R. 

*  11779— Citizens'   Coal   Mining  Co.   vs.   Director  General,   I.   C.   R.   R. 

et  al. 

June  16— Austin,  Tex. — Examiner  Healy: 

*  8418 — Railroad    Commission    of   Louisiana   vs.    Aransas   Harbor   Ter- 

minal Ry.  et  al. 

3918 — Railroad  Commission  of  Louisiana  vs.  St.  L.  S.  W.  et  al. 
8920 — Railroad  Commission  of  Louisiana  vs.  St.  L.  S.  F.  &  T.  et  al. 
I.  and  S.  710 — Kastern  Texas  class  rates. 
I.  and  S.  729 — Class  rates  to  Shreveport,  La. 
11764 — In  the  matter  of  intra state  rates  within  the  state  of  Texas. 

June  16— Chicago,  III. — Examiner  Seal: 

11935 — Swift  &  Co.  vs.  Ft.  W.  &  D.  C.  et  al. 
June  16— Washington,  D.  C. — Examiner  Quirk: 

11567 — The   Order  of  United  Commercial  Travelers   of  America   vs. 
Pullman  Co.  (further  hearing). 

June  16 — Detroit.  Mich.— Examiner  Hunter: 

12455 — Homer  Furnace  Co.  vs.  N.  Y.  C.  et  al. 
June  16— Ix>s  Angeles.  Calif. — Examiner  Flynn: 

12416 — Robert  E.   Leahy,  doing  business  under  firm  name  and  style 

of  Robert  E.  Leahy  Co.  vs.  Director  General  and  Sou.  Pac. 
June  16— Argument  at  Washington,  D.  C.: 

11867 — Morris  &  Co.  vs.  Director  General. 

11785— K.  C.  and  E.  S.  Gaynor.  trading  as  Gaynor  Bros.,  vs.  Director 
General  and  C.  M.  &  St.  P. 

11868 — Northern  Potato  Traffic  Assn.  vs.  A.  T.  &  S.  F.  et  al. 


June  17— Cleveland.  O.— Examiner  Hunter: 

12431— The  Grasselli  Chemical  Co.  vs.  B.  &  O.  et  al. 

12505 — The  Grasselli  Chemical  Co.  vs.  Director  General  and  C.  R.  R. 

12403— The  Grasselli  Chemical  Co.  vs.  C.  &  O.   et  al. 
June  17 — Cincinnati,  O. — Examiner  Eddy: 

12514— Frank   G    Day,   doing   business  as   Frank   G.    Day   &    Co.,    vs. 
M.  &  O.  et  al. 

12434 — The  Procter  &  Gamble  Co.  vs.  B.  &  O.  et  al. 

12430 — The  M.  B.  Farrin  Lumber  Co.  vs.  Mo.  Pac.  et  al. 
June  17 — Chicago,  III. — Examiner  Seal: 

12423— Armour  &  Co.  et  al.  vs.  A.  C.  L.  et  al. 
June  17 — Argument  at  Washington,  D.  C.: 

11907 — Cotto-Waxo  Co.  et  al.  vs.  Ann  Arbor  et  al. 

11373 — Diamond  Alkali  Co.  vs.  Fairport,  Palnesville  &  Eastern  et  al. 

11596— Hydraulic  Press  Brick  Co.  vs.  P.  C.  C.  &  St.  L.  et  al. 

June  18 — Auburn,  N.  Y. — Examiner  Quevedo: 

12522 — George  M.  Champlin.  receiver,  vs.  L.  V.  et  al. 

June  18 — Cleveland,  O. — Examiner  Hunter: 

12479 — American  Shipbuilding  Co.  et  al.  vs.  B.  &  O.  et  al. 

12479  (Sub.  No.  1) — Frank  A.  Scott  and  J.  O.  Eaton,  as  receivers  for 

the  Standard  Parts  Co.,  vs.  B.  &  O.  et  al. 
June  18 — Argument  at  Washington,  D.  C. : 

11719 — Rock  Products  Traffic  League  vs.  C.  R.  I.  &  P.  et  al. 

11504 — Rock  Products  Traffic  League,   Chicago,   111.,   vs.   C.   B.   &  Q. 

et  al. 
11683 — The  Silica  Sand  Producers'  Traffic  Assn.  of  Illinois  vs.  C.  B. 

&  Q.  et  al. 

June  20 — Argument  at  Washington,  D.  C.: 

*  12066-^Construction    and    repair    of    railway    equipment    (locomotive 
equipment  of  the  Pa.  R.  R.  and  affiliated  lines). 


SOUTH  DAKOTA  EXPRESS  RATES 

On  petition  of  the  American  Railway  Express  Company  al- 
leging discrimination  against  interstate  commerce  because  the 
Board  of  Railroad  Commissioners  of  South  Dakota  denied  its 
request  for  permission  to  make  increases  for  intrastate  traffic 
similar  to  those  permitted  by  the  Commission  for  interstate 
traffic,  the  Commission,  by  an  order  in  No.  12754,  in  the  matter 
of  intrastate  rates  of  the  American  Railway  Express  Company 
between  points  in  the  state  of  South  Dakota,  has  instituted  an 
investigation  to  determine  whether  the  discrimination  alleged 
exists.  The  case  was  not  assigned  for  hearing  in  the  order. 


B.  R.  &  P.  NOTES  AND  BONDS 
The  Buffalo,  Rochester  &  Pittsburgh  Railway  Company  has 
been  authorized  by  the  Commission  to  issue  $3,949,000  of  4 
per  cent  consolidated  mortgage  bonds  and  to  pledge  or  repledge, 
from  time  to  time,  all  or  part  of  said  bonds  as  collateral  security 
for  short  term  notes.  The  Commission  said  the  company  did 
not  propose  to  sell  the  bonds  at  present,  but  merely  sought  au- 
thority to  pledge  them  for  short  term  loans. 


L.  E.,  F.  &  C.  NOTE 

The  Lake  Erie,  Franklin  &  Clarion  Railroad  Company  has 
been  authorized  by  the  Commission  to  issue  a  90-day  promissory 
note  for  $25,000,  in  connection  with  the  acquisition  of  a  loco- 
motive, and  reduction  of  existing  indebtedness,  and  to  assume 
liability  in  respect  of  $25,000  of  preferred  certificates,  to  be 
pledged  with  the  Secretary  of  the  Treasury  for  a  loan  of  that 
amount  which  is  to  be  applied  on  the  cost  of  the  locomotive. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate    and    Foreign    Commerce 

Specialist  A  Counsellor 

R*t«  Analysis — Clsinu 

TnuMWrtaUon  971  8PITZER  BLDG. 

Ttmokftc*  Arrantement* — Demurrage     TOLEDO,  OHIO 

Oejieral  M»U«n  ReJaUnf  to  But*. 

luunut*  and  Foreign  Cotuuwo* 

OBOEOB  H.  BBOWH      OBOBOB  L.  BOYLE 

BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Special  Miration  to  Freight  Rate  Adluitmrnti 

and  Practice  before  the  Interstate 

Commerce  Commiafion. 

Southern  BuOdlnf ,  Wuhlnftan.  D.  C 

Telephone  Main  «70t 


GEO.    T.    BELL 

COMMERCE  COUNSEL 

1919-1921.  Executive  Vice-President,  North- 
ern West  Virginia  Coal  Operators'  Associa- 
tion: 1914-1919,  Attorney-Examiner.  Inter- 
state Commerce  Commission;  1909-1919, 
Commerce  Counsel  for  various  commercial 
organizations  and  shippers  of  Missouri  River 
cities. 

MUNSEV  BUILDING.  WASHINGTON.  D.  C. 


CHARLES  H.  LAMPEN 
Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


Hickox  Bldg., 


CLEVELAND,  O. 


CHAS.  E.  COTTERILL 
COMMERCE  COUNSEL 

Suite     1120    Hurt    Building 

ATLANTA,  GA. 
CLYDE  N.  THOMPSON 

INDUSTRIAL  TRAFFIC   MANAGER 

All     Traffic     and     Transportation     matters. 

Traffic  Service  Rendered  on  monthly 

basis.  Correspondence  solicited. 

MOREHEAD,    KY. 


KARL  KNOX  GARTNER 

(For  a  number  of  yean  Attorney  and  Bxamlner,  Intantate 
Commerce  Commission,  and  prior  thereto  engaged  In  the 
practice  of  law  at  Louisville.  Ky.) 

Special  attention  to  marten  before  the  latentote 
Commerce  Commission.  Income  Tax  Unit,  Federal 
Trade  Commisnioii,  United  Bute*  Shippimg  Board, 
Federal  Court*. 

701-706  WOODWARD  BLDG.,  WASHINGTON 


Wilbur  LaRoe,  Jr. 

Commerce   Counsel 
Southern   Building        Washington,   D.  C. 


EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty    Central    Trust    Building. 

St.   Louis,   Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claims. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone,   Main  3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone,    Harrison  8808 


100%  American  Premier  Fleet 

Marine 
Despatch  Line 

America's  Coast-to-Coast 
Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  MOBILE 

DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 
FORTNIGHTLY 

A-l  FAST  STEEL  STEAMERS 

OFFERING 
RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 

For  Rate*  and  Particulars  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship  Corp. 

St.  Paul  8476      BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Philadelphia 
139  South  Third  St. 

Pittsburgh 

1537    Oliver    Building 
Savannah,    Ga. 


New    York 
41   Broadway 

Mobile,  Ala. 

B.  W.  Cor.  St.   Francis  A  Water  Sta. 
Oakland.    Cal. 


Savannah  Bank  and  Trust  Bldi.  Parr   Terminal 

Los    Anceles.    Cal.  Portland.    Ore. 

427    Van    Nuv»    Bide.  Board    of   Trade    Bid*. 

1103    L.   C.    Smith  Bid*..   Seattle.    Wash. 
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_DALR'EN/ 
;  /.  f 


VANCOUVER 

-• • 

CTOR1A 


^SEATTLE 

*TACOMA  I 

^PORTLAND 


Dependable 
Transpacific  Freight  Service 


&;.*•«*. 


FREQUENT  SAILINGS 


Frequent 
Coastwise 
Sailings 

BETWEEN 

Seattle,      Tacoma, 
Victoria,     Vancouver, 
Portland,  San  Francisco, 
San  Diego,  Los  Angeles, 

and  all 
Alaska  Points. 


*'SS  WENATCHEE,  July  30 

mots). 


REGULAR  SERVICE  g££l.%ft£l 

From  SEATTLE  To 

Yokohama,  Kobe,  Shanghai,   Hong  Kong,  Manila,  Singapore 
Dairen,  and  *Vladivostock 

•Vessels  will  make  direct  call  if  offerings  justify. 

SAILINGS  FROM  SEATTLE 

**SS  KEYSTONE  STATE,  June  18         **SS  SILVER  STATE,  July  9 
SS  CITY  OF  SPOKANE,  June  27  SS  EDMORE,  July  20 

••Combination  freight  and  passenger  (Length  535  feet;  21,000  tons  displacement;  speed 

From  PORTLAND  To 
Yokohama,  Kobe,  Shanghai,  Hong  Kong,   Manila  and  Dairen 

Direct  connections  at  Hong  Kong  with  Feeder  service  to  Saigon,  Singapore,  Samarang,  Soerabaia,  and  way  ports. 

SAILINGS  FROM  PORTLAND 
SS  MONTAGUE,  June  20      SS  ABERCOS,  July  16      SS  PA WLET,  August  11      SS  COAXET,  Sept.  6 

For  Sailing  Date*,  Rate*,  Detailed  Information  Apply  to 

142  South  Clark  Street,  Chicago  17  State  Street,  New  York 

M.  J.  WRIGHT,  Freight  Traffic  Manager,  Seattle 
L.  L.  BATES,  Foreign  Freight  Agent,  Seattle 

All  Cities  Pacific  Coast  and  Orient 


AME    RICAN      OWNE    D     AND      OPERAT     ID 


ADMIRAL  IJNE 


PACIFIC        STEAMSHIP      COMPANY 
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The  Pacemaker 

It  is  a  big  advantage  to  owners  to  buy 
a  modern  up -to*  date  truck  which  em- 
bodies every  recent  improvement  that 
truck  engineering  has  developed.  No 
change  of  design  is  introduced  by 
Pierce -Arrow  until  proven  in  use* 


Until  war  demands  interfered,  every  improvement 
developed  was  introduced  in  current  production. 
Experimentation  went  right  on.  Now  these 
improvements  are  embodied  in  present  Pierce- 
Arrows.  They  are  the  most  efficient  trucks  made. 


icrce 
Arrow 


CHASSIS  PRICES 
2- ton  $3750 
31-ton     4950 
5 -ton-     5700 

All  Prices  F.O.B.  Buffalo 


THE     FIERCE-ARROW     MOTOR     CAR     COMPANY.    BUFFALO,   N.    Y. 
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LUCKENBACH  LINES 

Express  Freight  Service 

U.  S.  Mail  Steamers  Twin  Screw  American  Steamers 


New  York 
New  York 


Rotterdam 


Philadelphia 


Rotterdam 


Hamburg 

Amsterdam 
Amsterdam 


PhTdTh*    I     P°rt  °f  Los  Angeles      San  Francisco 

Through  Bills  of  Lading  issued  to  and  from  Hawaiian  Islands  and  North  Pacific  Ports 

* 

GENERAL  OFFICES:  44  Whitehall  Street,  New  York 


CHICAGO,  Marquette  Building 
T.  J.  McGEOY 

General  Western  Freight  Agent 


MINNEAPOLIS,  Metropolitan  Life  Building 
C.  H.  DRINKWATER 

Northwestern  Freight  Agent 


Philadelphia 
Lafayette  Building 


Los  Angeles 
Central  Building 


St.  Louis 
Pierce  Building 


San  Francisco 
Merchants  Exchange 


HUM 


Export  and  Domestic  Freight  Forwarders. 

Consolidators  of  Machinery, 
Household  Goods,  Automobiles,  Pianos, 
and  Everything  for  Export  Anywhere. 


Consolidated  Carload  Freight  Forwarding  Service  is  built  on 
twenty-two  years  of  study  and  experience,  and  covers  the 
Atlantic,  the  Pacific,  the  Continent  of  North  America — in 
fact,  the  World.  But  the  big  fact  to  grasp  is  that  it  covers 
all  those  points  which  assure  safety  of  goods,  prompt  shipment 
and  decided  saving  of  time,  trouble  and  expense. 

Our  Specialties — Household  Goods,  Automobiles,  Machin- 
ery, Toys  and  Pianos,  consolidated  in  carload  shipments  and 
shipped  in  through  cars  at  reduced  rates,  and  General  Commod- 
ities for  Export  to  any  part  of  the  World. 

The  Service  which  is  Different.     "How  different  ?" 
Let  us  figure  on  your  next  shipment  and  you  will  understand. 

TRANS  -  CONTINENTAL  FREIGHT   COMPANY 

General  Offices:     203  Dearborn  St.,  Chicago 
Eastern  Office:     Woolworth  Bldg.,  New  York 

Old  South  Building.  Boston  Hippodrome  Building,  Cleveland 

Ellicou  Square.  Buffalo  Monadnock  Building,  San  Francisco 

Drexel  Building  Philadelphia  Van  Nuys  Building.  Los  Angeles 

Union  Trust  Building.  Cincinnati  Alaska  Building,  Seattle 

I3th  and  Kearney  Sts.,  Portland,  Oregon 

'Phone  or  Write  the  Nearest  Office 
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HARDING   AND    REDUCED   RATES. 

We  are  not  of  those  who  hold  up  their  hands  in 
holy  horror  when,  in  matters  of  government  emer- 
gency, precedent  is  set  aside,  routine  is  violated,  or 
red  tape  severed.  We  yield  to  no  one  in  our  rever- 
ence for  the  Constitution,  and  we  believe  thoroughly 
in  the  separation  of  the  functions  of  the  three  branches 
of  government.  Yet,  there  are  times  when  strict  ad- 
herence to  the  rules  is  productive  of  no  good  results, 
and  when  departure  from  precedent  and  what  might 
be  called  "good  form"  is  necessary.  So  we  are  not 
-hocked  when  the  President  of  the  United  States  steps 
out  of  the  White  House  and  strolls  over  to  the  office 
"t  the  chairman  of  the  Interstate  Commerce  Commis- 
sion to  talk  about  the  rate  situation,  nor  when  he  lets 
it  be  known  that  he  believes  that,  in  the  interest  of 
return  to  business  normalcy,  there  should  be  a  general 
reduction  in  freight  rates.  Indeed,  we  rather  admire 
the  action  of  the  President  to  bring  about  what  he  con- 
siders proper  economic  conditions — though  we  recall 
well  the  criticism  that  was  heaped  upon  former  Presi- 
dent Wilson  when,  on  a  similar  occasion,  he  ventured 
to  make  known  his  opinion  that  it  would  be  wise  for 
the  Interstate  Commerce  Commission  to  give  the  rail- 
roads the  small  increase  in  freight  rates  they  were  ask- 
ing. And  President  Wilson  was  right  at  that  time, 
whereas,  President  Harding  at  this  time  is  wrong. 
Therefore,  though  we  are  not  shocked  that  the  Presi- 
dent should  venture  to  interfere  in  what  technically 
and  legally  does  not  concern  him,  and  though  we  ad- 
mire him  for  his  initative  and  his  earnestness,  coupled 
with  the  courtesy  and  consideration  for  others  with 
which  he  attempts  to  enforce  his  ideas,  nevertheless, 
wr  condemn  him,  and  sharply  disagree  with  him  on 
the  ground  that  the  reasons  behind  his  action  are 
wrong. 

What  the  President  has  done  or  is  attempting  to  do 
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would  be  justified  only  on  the  ground,  first,  that  he  is 
right  in  the  belief  that  there  should  at  this  time  be  a 
general  reduction  in  freight  rates,  and,  second,  that 
the  Interstate  Commerce  Commission  was  incapable  of 
seeing  that  necessity  or  unwilling  to  act  on  it.  He  is 
not  right,  therefore  there  is  no  question  as  to  whether 
the  Commission  is  incapable  of  seeing  or  unwilling  to 
see  things  his  way.  The  Commission  sees  things  cor- 
rectly, and  we  marvel  more  and  more  that  the  Presi- 
dent does  not  get  the  right  view.  Congress,  in  con- 
sidering the  situation  which  it  attempted  to  solve  by 
enacting  the  transportation  act  of  1920,  found  that  the 
railroads  should  have  a  net  revenue  of  five  and  a  half 
per  cent  (or  six  per  cent,  if  the  Commission  thought 
wise)  on  their  valuation.  It  told  the  Commission  to 
make  rates  accordingly.  The  Commission  did  so,  to 
the  best  of  its  ability.  Owing  to  the  slump  in  business 
those  rates  have  not  produced  the  revenue  thought 
necessary,  nor  anything  like  it.  Now  comes  the  Presi- 
dent with  a  theory  that  the  increase  in  rates  was  largely 
responsible  for  the  falling  off  in  business,  and  that  if 
rates  are  reduced  business  will  be  restored. 

His  theory,  at  best,  can  be  only  a  guess,  and  it  is 
a  guess  the  accuracy  of  which  is  disputed  by  the  best 
authorities.  Senator  Cummins,  chairman  of  the  com- 
mittee now  investigating  the  railroad  problem,  who  is 
perhaps  the  best  student  of  railroad  matters  in  Cong- 
ress, asserts  that  there  can  be  no  general  reduction  in 
rates  at  this  time.  Chairman  Clark,  of  the  Interstate 
Commerce  Commission,  who  knows  probably  better 
than  any  other  man  the  results  of  rate  adjustments 
made  and  proposed,  says  the  same  thing,  and  insists 
that  the  high  rates  are  not  responsible  for  the  slump 
in  business.  The  carriers  'arc  unanimous  in  that  posi- 
tion, and  though,  of  course,  their  attitude  might  result 
from  selfish  motives,  one  hesitates  to  believe  that,  if 
a  general  reduction  of  rates  would  operate  to  increase 
tonnage  to  the  point  where  net  revenue  would  be  in- 
creased, they  would  be  so  unitedly  blind  as  not 
to  see  it.  The  buyers  of  transportation — the  shippers 
who  pay  the  freight — take  the  same  view.  They  do 
not  want  a  general  reduction  in  freight  rates.  They 
would  regard  such  a  thing  as  disastrous.  This  is  evi- 
denced by  the  resolutions  unanimously  adopted  by  the 
National  Industrial  Traffic  League  at  its  Cleveland 
meeting  last  week.  Though  this  League  docs  not  in- 
clude all  shippers,  and  it  has  its  enemies,  it  is  undoubt- 
edly a  representative  national  organization,  and  is  so 
recognized  by  the  carriers,  the  Interstate  Commerce 
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ITS  SPECIALTY:  Dependable  Freight  Service. 

ITS  AMBITION:  To  serve  you. 

ITS  INVITATION:  To  try  the  route. 

IN  RETURN :  Courteous  treatment,  expedited 
service  and  a  personal  interest  in  your 
shipments  from  origin  to  destination. 


"THE    ROAD    OF    SERVICE" 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 

With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  f  feoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville, 
Connersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lines  Routes. 

J.  A.  SIMMONS,  General  Traffic  Manager                C.  I.  &  W.  R.  R.  Building,  Indianapolis,  Ind.  R.  B.  KINKAID,  Assistant  Genera)  Freight  Agent 
For  Information  as  to  Rates,  Routes,  Service,  etc.,  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  have 

General  Agents : 

C.  L  *  W.   R.  R.   Bnlldint.   Indianapolis,    Ind.              Ml    Mercantile    Buildinc,   Cincinnati,    Ohio.  121*    Barclay    Bldg..    New    York 

SM  Roisch  Bolldlnt.  Bprinrflrld.   III.                                      337  MarqnetU  Bid*.,  Chir.ro  728    Monadnork  Bide.,  San   Francisco,   Calif 

1*4    Arcade   Bolldlnc.   St.   Leoi..  Mo.                                  HI  Park  Bld«..  Pittsburgh.  Pa.  SOI  Wesley-Roberts  Bid*..  Los  Anfeles,  Calif. 

HI  Railway  Kxchaac*.  Kanaas  City.  Mo.                                41  Porter  Bide..  Memphis.  Teaa.  514  Colman  Bid*..  Seattle,  Wash. 


.lull.'    I.    I  "CM 


THE    TRAFFIC     WORLD 


1183 


Commission,    and   everybody    else    wlm   knows   anything 
al)i>ut   it.     Tin-   NYw    Kiijjaml  Tiaflic    League,  a  similar 

•ani/.atiun  <>i  narrower  geographical  M'npe,  has  sub- 
mitted resolutions  of  the  same  tenor  to  its  membership 
for  referendum  vote,  and  there  is  little  doubt  that  the 
resolutions  will  be  adopted.  The  same  kind  of  action 
lias  been  taken  by  the  National  Association  of  Manu- 
facturers, made  up,  not  of  men  who  pay  special  at- 
tention to  railroad  matters,  to  be  sure,  but  of  men  who 
pay  the  freight,  nevertheless. 

There  remain  in  favor  of  a  general  reduction  of 
freight  rates  on  the  theory  that  it  would  result  in  busi- 
ness revival,  only  scattered  and  unorganized  shippers 
whose  views,  in  our  opinion,  are  either  superficial 
(though  doubtless  honest)  or  the  result  of  a  selfish  at- 
tempt to  get  what  they  want  for  their  own  particular 
relief  by  making  it  appear  that  there  is  a  national 
crisis ;  a  few  congressmen  and  senators  who  know  little 
of  the  subject,  but  who  are  quite  willing  to  make 
speeches  about  it  in  furtherance  of  complaints  made  to 
them  by  constituents,  and  President  Harding.  The  lat- 
ter is  the  only  one  of  those  on  that  side  of  the  question 
whose  position  we  cannot  account  for.  It  must  result 
from  the  fact  that  he  has  been  ill-advised — that  he  has 
not  yet  heard  seriously  from  those  whose  views  dis- 
agree with  his  own.  And  yet  it  is  hard  to  believe  that 
some  of  those  with  whom  he  is  known  to  have  con- 
ferred and  whose  views  are  known  to  be  in  disagree- 
ment with  his,  have  not  had  the  "nerve"  to  tell  him 
what  they  thought,  especially  since — at  least,  in  the 
beginning — his  attitude  was  that  of  the  seeker  after  truth 
and  not  that  of  a  man  whose  mind  is  made  up  and  who 
must  be  obeyed. 

\Ve  hope  the  President  will  yet  see  the  truth  and 
will  cease  his  activity  in  behalf  of  a  general  reduction 
in  rates.  We  even  venture  to  hope  that  he  will  make 
plain  his  change  of  mind.  Though  he  is  probably  not. 
conscious  of  conducting  a  propaganda  and  such  a  thing 
would  be  foreign  to  his  thought,  he  is,  nevertheless, 
the  rock  around  which  those  who,  for  one  reason  or 
another,  take  his  view,  rally.  If  he  withdrew  there 
would  be  little  doubt  that  wisdom  would  prevail  in 
settling  this  question.  If  he  persists  we  hope  the  Com- 
mission will,  nevertheless,  continue  to  do  its  duty  in 
the  light  of  its  own  knowledge  and  belief. 

The  proper  course  is  to  avoid  anything  like  a  gen- 
eral reduction  in  freight  rates,  because  the  carriers, 
under  the  law,  must  have  a  certain  net  revenue  and, 
law  or  no  law,  they  need  it,  and  because  a  general  re- 
duction in  rates  would  not  result  in  any  appreciable  in- 
crease in  tonnage  such  as  might  offset  the  decrease  in 
rates  and  result  in  increased  net  revenue ;  and  to  con- 
tinue to  take  up  specific  cases  on  their  merits,  where 
it  is  alleged  that  injustice  has  been  done  or  traffic 
stifled  by  the  increases  in  rates.  The  quicker  the  sen- 
ate committee  finishes  its  investigation  and  makes  it 
known  that  this  is  the  policy  to  be  followed,  or  that 
the  matter  is  to  be  left  in  the  hands  of  the  Interstate 
Commerce  Commission,  the  better  it  will  be  for  the 
country.  There  is  nothing  much  worse  than  uncer- 
tainty. While  we  do  not  believe  that  high  freight  rates, 
generally  speaking,  repress  the  movement  of  business, 


we  can  readily  understand  how  uncertainty  may  do  so; 
for  even  if  one  must  ship  certain  tonnage,  regardless 
of  rates,  he-  often  is  able  t.i  delay  it  if  he  sees  the  pos- 
sibility of  a  lower  rate  in  the  near'future.  The  Presi- 
dent, it  seems  to  us,  though  his  intentions  are,  of 
course,  good,  is  doing  the  country  a  bad  service  in  con- 
tributing to  the  continuance  of  the  agitation  for  a  gen- 
eral rate  reduction. 


WAGE   REDUCTIONS  AND   LOWER   RATES 

As  pointed  out  by  the  United  States  Railroad 
Labor  Board,  it  is  difficult  to  estimate  accurately  the 
amount  of  the  wage  decrease  awarded  in  its  decision 
this  week,  for  the  reason  that  all  employes  in  the  serv- 
ice of  the  carriers  involved  are  not  included,  but,  ap- 
plied to  all  employes  of  Class  I  carriers  included  in 
the  1920  increases,  the  board  figures  the  reduction  at 
about  $400,000,000  annually.  That  amount,  we  sup- 
pose, may  be  taken  as  the  outside  figure  of  reduction 
possible  through  this  decision  and  other  decisions  that 
may  logically  follow  it. 

There  is  the  same  uncertainty  about  the  saving 
that  will  result  to  the  carriers  through  the  decision  of 
the  Board  April  14,  effective  also  July  1,  abrogating  the 
national  working  agreements.  If  the  spirit  of  this  de- 
cision is  carried  out  in  passing  on  individual  agree- 
ments with  their  employes  submitted  by  the  roads, 
then  the  carriers  estimate  a  saving  through  that  source 
of  about  $300,000,000  a  year.  Thus  we  have,  effective 
the  first  of  next  July,  a  possible  saving  to  the  carriers 
in  the  cost  of  labor  liberally  estimated  at  $700,000,000 
annually.  It  may  prove  to  be  much  less  than  that,  but 
that  is  the  figure,  probably,  that  will  be  most  gener- 
ally used  in  calculations.  The  actual  saving  cannot  be 
determined,  of  course,  until  all  cases  are  passed  on  and 
the  new  scales  and  agreements  have  been  operative 
for  a  time. 

Will  or  should  this  saving  in  operating  cost  be  re- 
flected now  in  reductions  in  freight  rates?  It  is  a  ques- 
tion that  many  are  asking  and  that  will  have  to  be 
answered.  Congress  and  the  Commission  have  placed 
at  six  per  cent  on  the  valuation  of  their  property  used 
in  transportation  service,  the  net  revenue  that  the  car- 
riers must  earn.  They  have  not  come  anywhere  near 
earning  it.  In  some  months  since  the  increases  went 
into  effect,  the  carriers  have  shown  deficits.  Last  March 
was  the  best  month  since  the  slump  in  business  ar- 
rived, for  which  we  have  complete  figures.  The  car- 
riers that  month  earned  2.3  per  cent.  Before  the  slump 
in  business  set  in  and  after  the  increases  went  into  ef- 
fect, their  best  month  was  last  October,  when  they 
earned  4.6  per  cent.  Figures  just  compiled  by  the 
Bureau  of  Railway  Economics  show  that  for  the  seven 
months  ending  with  last  March,  in  which  the  increas(  ^ 
under  Ex  Parte  No.  74  were  in  effect,  the  rate  of  re- 
turn was  2.4  per  cent  as  against  the  six  per  cent  re- 
quired by  the  law  and  which  the  Commission  attempted 
to  insure. 

If  the  wage  reductions  estimated  at  $700,000,000 
annually,  effective  next  July,  had  been  in  effect  during 
those  seven  months,  what  would  the  showing  have 
been?  Seven-twelfths  of  $700,000,000  is  something 
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over  $408,330,000.  Adding  this  latter  amount  to  the 
$249,807,449  net  operating  income  actually  earned  by 
the  carriers  in  those  seven  months  would  give  $658,- 
107,449,  an  amount  slight'}'  in  excess  of  the  $612,775,- 
000  which  they  would  have  had  to  earn  to  make  the 
net  of  six  per  cent  provided  by  the  law  and  the  Com- 
mission. Making  due  allowances  for  the  liberality  of 
the  estimate  of  $700,000,000,  however,  it  might  be  fair 
to  say  that  the  wage  reductions  effective  next  July,  if 
they  had  been  effective  during  the  seven  months  ended 
with  last  March,  would  just  about  have  permitted  the 
roads  to  earn  a  net  revenue  of  six  per  cent  for  that 
period. 

Manifestly,  then,  there  is  no  room  yet  for  plans 
looking  toward  a  general  reduction  in  rates,  except  on 
the  theory  that  a  general  reduction  would  result  in 
such  an  increase  in  tonnage  as  to  give  the  carriers 
greater  revenue  in  spite  of  themselves — and  this  theory 
we  consider  to  have  been  exploded.  The  best  we  can 
say  is  that  the  wage  reductions  afford  ground  for  hope. 
It  is  too  early  to  do  more  than  hope.  In  the  first  place, 
business  conditions  have  not  sufficiently  mended  to 
give  assurance  that  railroad  earnings  will  continue  to 
improve,  as  they  did  in  March.  March  showed  such 
a  radical  jump  that  it  would  hardly  be  safe  to  base 
calculations  on  it.  It  gave  the  carriers  a  rate  of  2.3 
net  return,  though  in  February  there  was  an  actual 
deficit  of  $7,378,307  as  against  the  $56,599,000  net  rev- 
enue they  should  have  had  to  reach  the  six  per  cent 
for  that  month.  In  the  second  place,  the  wage  reduc- 
tions are  not  yet  effective,  and  will  not  be  until  next 
month.  In  the  third  place,  it  remains  to  be  seen  how 
close  to  the  estimated  $700,000,000  they  will  reachv  If 
all  these  "ifs"  result  in  a  way  to  vindicate  the  optimists 
the  carriers  will  still  be  earning  next  July  and  after, 
only  about  the  six  per  cent  intended  by  Congress. 
Moreover  even  if,  with  the  reduced  wages,  the  roads 
should,  after  July  1,  earn  a  net  revenue  of  six  per  cent 
or  even  more,  there  would  still  be  the  lean  months  since 
the  first  of  last  September  when  they  earned  much  less 
than  six  per  cent  and  sometimes  had  a  deficit.  We 
should  say  that  there  should  be  no  thought  now,  and 
no  agitation  for  an  immediate  reduction  in  rates  on  this 
showing.  After  July  1,  however,  if  business  continues 
on  the  up  grade,  if  the  wage  reductions  "prove  out," 
or  if  the  carriers  find  other  ways  of  reducing  operating 
expenses,  then  we  may  hope  for  something  general  in 
the  way  of  rate  reductions. 


LOADING  OF  REVENUE  FREIGHT 

The  Traffic  World  Washington  Bureau 

A  gain  of  over  18,000  cars  of  revenue  freight  loaded  was  re- 
ported to  the  car  service  diviVion  of  the  American  Railway  As- 
sociation for  the  week  ended  May  21  as  compared  with  the  pre- 
ceding week.  The  total  was  768,330  cars  as  compared  with  750  - 
158  in  the  week  ended  May  14.  In  1920  and  1919  the  total  num- 
ber of  cars  loaded  in  the  weeks  corresponding  with  that  of  Mav 
21  was  862,074  and  777,324,  respectively. 

The  loading  by  districts  for  the  week  ended  May  21  and  the 
corresponding  week  of  1920  follows: 

Eastern  district:  Grain  and  grain  products,  6,151  and  4823- 
live  stock,  2,660  and  2,824;  coal,  42,076  and  47848-  coke  1125 
and  2,899;  forest  products,  5,446  and  7,106;  ore,  2768  and '6515- 
merchandise,  L.  C.  L.,  57,963  and  35,089;  miscellaneous  69711 
and  92,835;  total,  1921,  187,908;  1920,  199,939;  1919  191417 

Allegheny  district:  Grain  and  grain  products,  2  713  and  2  ISO- 
live  stock,  2,596  and  2,655;  coal,  50,081  and  60476 :  coke,  2.566 


and  6,044;  forest  products,  2,386  and  3,264;  ore,  6,496  and  7,748; 
merchandise,  L.  C.  L.,  43,631  and  38,729;  miscellaneous,  49,782 
and  71,245;  total,  1921,  160,251;  1920,  182,041;  1919,  164,799. 

Pocahontas  district:  Grain  and  grain  products,  155  and  145; 
live  stock,  115  and  96;  coal,  24,365  and  18,559;  coke,  31  and  610; 
forest  products,  1,354  and  2,374;  ore,  40  and  291;  merchandise, 
L.  C.  L,.,  2,614  and  168;  miscellaneous,  5,140  and  10,527;  total, 
1921,  33,814;  1920,  32,770;  1919,  34,261. 

Southern  district:  Grain  and  grain  products,  4,190  and  3,- 
134;  live  stock,  1,964  and  2,101;  coal,  19,476  and  21,248;  coke,  584 
and  52;  forest  products,  15,198  and  19,070;  ore,  764  and  3,100; 
merchandise,  'L.  C.  L.,  38,216  and  25,245;  miscellaneous,  31,637 
and  51,108;  total,  1921,  112,029;  1920,  125,058;  1919,  112,451. 

Northwestern  district:  Grain  and  grain  products,  8,210  and 
8,677;  live  stock,  6,783  and  7,652;  coal,  4,284  and  6,763;  coke,  700 
and  1,072;  forest  products,  15,282  and  17,821;  ore,  18,725  and 
37,919;  merchandise,  L.  C.  L.,  27,178  and  21,408;  miscellaneous, 
30,905  and  43,312;  total,  1921,  112,067;  1920,  144,624;  1919,  125,008. 

Central  Western  district:  Grain  and  grain  products,  10,615 
and  8,303;  live  stock,  9,464  and  10,369;  coal,  14,200  and  18,607; 
coke,  192  and  422;  forest  products,  4,278  and  5,685;  ore,  573  and 
3,083;  merchandise,  L.  C.  L.,  30,250  and  23,244;  miscellaneous, 
32,961  and  45,721;  total,  1921,  102,533;  1920,  115,434;  1919,  99,349. 

Southwestern  district:  Grain  and  grain  products,  5,218  and 
4,054;  live  stock  2,778  and  2,507;  coal,  4,030  and  5,848;  coke,  139 
and  136;  forest  products,  6,272  and  6,906;  ore,  848  and  612;  mer- 
chandise, L.  C.  L.,  16,178  and  16,126;  miscellaneous,  24,265  and 
26,019;  total,  1921,  59,728;  1920,  62,208;  1919,  50,039. 

Total,  all  roads:  Grain  and  grain  products,  37,252  and  31,316; 
live  stock,  26,368  and  28,204;  coal,  158,512  and  169,049;  coke,  5,- 
337  and  11,235;  forest  products,  50,216  and  62,226;  ore,  30,214 
and  59,268;  merchandise,  L.  C.  L.,  216,030  and  160,009;  miscel- 
laneous, 244,401  and  340,767;  total,  1921,  768,330;  1920,  862074- 
1919,  777,324. 

L.  C.  L.,  merchandise  loading  figures  for  1921  and  1920  are 
not  comparable  as  some  roads  are  not  able  to  separate  their 
L.  C,  L.  freight  and  miscellaneous  of  1920.  Add  merchandise 
and  miscellaneous  figures  to  get  a  fair  comparison. 


CAR  SUPPLY  CONDITIONS 

The  Tragic   World   Washington  Bureau 

In  his  summary  of  general  conditions  as  of  May  26,  W.  L. 
Barnes,  executive  manager  of  the  car  service  division  of  the 
American  Railway  Association,  says: 

Box  cars:  The  supply  of  box  cars  in  excess  of  requirements 
has  decreased  7,500  cars  in  the  past  two  weeks.  Brisk  demand 
for  grain  cars  has  resulted  in  localized  shortages  at  some  points 
in  the  west.  Special  attention  is  directed  to  the  importance  of 
returning  promptly  to  home  roads  cars  belonging  to  grain  loading 
lines. 

Auto  cars:  No  improvement  in  the  demand  for  automobile 
equipment.  Cars  of  this  type  should  be  worked  home  or  disposed 
of  to  loading  territory  as  requirements  may  necessitate. 

Ventilated  box  cars:  Heavy  loading  of  perishable  products 
developing  in  the  south.  It  is  important  that  ventilated  cars  be 
returned  promptly  to  the  owners,  and  not  used  for  dead  freight 
except  in  the  direction  of  the  empty  movement. 

Stock  cars:  Supply  of  stock  cars  in  excess  of  requirements 
has  increased  in  the  past  two  weeks,  particularly  single  decks. 

Refrigerator  cars:  No  change  in  refrigerator  situation.  Pull 
car  supply  all  sections.  The  prospects  are  the  demand  will  in- 
crease very  materially  in  the  near  future  with  the  movement  of 
the  Georgia  peach  crop  and  the  Imperial  Valley,  California  canta- 
loupe crop. 

Open  top  cars:   Production  of  bituminous  coal  continues  to 

increase.     Production  for  week  ending  May  21   is  estimated  at 

8,075,000  tons.    The  number  of  surplus  coal  cars  has  decreased  to 

04,323.     The  relocation  of  open  top  cars  to  owning  lines  should 

continue  in  accordance  with  car  service  rules. 

Plat  cars:  There  continues  to  be  a  full  supply  of  flats  in  all 
sections.  All  orders  are  being  met,  and  there  is  sufficient  surplus 
so  that  cars  should  be  loaded  in  accordance  with  car  service 
rules,  but  there  would  seem  no  need  of  running  up  anv  empty 
mileage  in  the  interest  of  restoring  flat  cars  to  the  owners. 

CAR  SURPLUS  AND~SHORTAGE 

The  Traffic   World   Washington  Bureau 

The  steady  recession  in  the  number  of  surplus  cars  in  recent 
weeks  was  maintained  in  the  week  ended  May  23,  when  the 
total  was  422,823,  as  compared  with  450,453  in  the  preceding 
week,  a  reduction  of  27,630  cars,  according  to  the  weekly  report 
of  the  car  service  division  of  the  American  Railway  Association. 
The  average  daily  surplus  of  422,823  cars  was  made  up  of 
the  following  classes  of  equipment:  Box,  168,272;  ventilated  box, 
2,489;  auto  and  furniture,  9,533;  flat,  16,408;  gondola,  123,233; 
??»S»r>  53'209:  a11  c°al  (gondola  and  hopper),  176,442;  coke, 
10,272;  S.  D.  stock,  21,042;  D.  D.  stock,  1,758;  refrigerator,  14,- 
514;  tank,  753;  miscellaneous,  $1,340. 

The  average  daily  shortage  of  cars  in  the  week  ended  May 
A  was  255  cars,  made  up  of  the  following  classes  of  equipment: 
sox,  134;  gondola,  38;  hopper,  38;  S.  D.  stock,  21,  refrigerator,  24. 
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Current  Topics 

in  Washington 


The  Place  to  Spend  Foreign  Loans. — American  financiers 
and  bankers  called  into  conference  by  President  Harding,  to 
consult  iibou!  bow  to  promote  American  trade  abroad,  have 
been  chary  with  words  as  to  what  was  said  to  them.  There  is 
reason  to  believe  the  President  has  suggested,  delicately,  of 
course,  that  hereafter,  when  a  foreign  government  or  a  foreign 
in! crest  comes  to  them  seeking  a  loan  or  loans,  it  will  be  In  the 
interest  of  the  country  for  them  to  allow  the  foreigner  to  under- 
stand I  hat  Americans  have  grain  and  other  things  to  sell,  and 
that  they  will  have  no  market  for  their  goods  if  the  borrower 
does  not  spend  the  money  in  this  country.  Belgium  recently 
borrowed  some  money  in  this  country.  Then  Belgium  bought 
wheat  in  Argentine,  notwithstanding  that  American  farmers 
have  2,500,000,000  bushels  of  last  year's  crop  on  their  hands. 
That  estimate  is  the  one  put  out  by  Julius  C.  Barnes,  executive 
secretary  of  the  American  Railway  Association,  as  part  of  his 
preachment  to  the  railroads  to  prepare  for  a  renewed  demand 
for  cars. 

Recently  France  borrowed  $100,000,000  and  agreed  to  pay 
the  equivalent  of  eight  per  cent.  When  American  railroads 
come  for  money  they  will  be  in  competition  with  that  kind  of 
financing.  Unless  France  spends  that  money  in  this  country 
the  injury  will  be  double  because,  unless  the  products  of  the 
country  are  moved,  it  will  be  a  long  time  before  money  circu- 
lated through  Argentine  or  some  other  part  of  the  world  finds 
its  way  back  through  the  United  States.  It  is  believed  Presi- 
dent Harding  sees  the  hurt  to  this  country  in  loans  that  do  not 
carry  with  them  the  condition  that  the  borrower  will  spend  the 
proceeds  of  the  loan  here,  as  the  Allies  did  when  they  were  com- 
pelled to  borrow  money,  munitions  and  obtain  man-power  in 
this  country.  It  might  be  considered  a  bit  indelicate  to  tell 
France  or  some  other  country  that  she  would  have  to  spend  the 
money  here.  In  private  business,  however,  that  kind  of  reci- 
procity is  the  rule  and  not  the  exception.  Some  banks  even 
expect  customers  to  borrow  from  them  for  no  reason  other  than 
that  of  keeping  a  fair  amount  of  money  on  hand  subject  to 
check.  During  the  war  the  allies  thought  it  politic  to  buy  in 
America.  Some  of  them  never  had  a  chance  to  do  other  than 
obtain  a  credit  at  American  banks  to  cover  purchases  in  Amer- 
ica. It  is  suggested  that  what  was  good  in  war  might  also  be 
good  in  peace,  even  if  former  Secretary  Redfield  made  the 
altruistic  suggestion  that  America  after  the  war  should  restrain 
herself  in  going  after  foreign  markets,  so  as  to  give  her  asso- 
ciates a  chance  to  catch  up  and  have  the  race  start  even.  There 
are  Americans  who  hold  the  belief  that  there  has  been  too  much 
altruism  and  not  enough  Americanism  during  the  last  four  or 
five  years. 


Trade  Associations  and  Anti-Trust  Laws. — Attorney-General 
Daugherty  and  Secretary  Hoover  have  been  designated  by  Presi- 
dent Harding  to  bring  information  to  the  cabinet,  and  the  former 
probably  some  prosecutions  on  the  practices  of  trade  associa- 
tions which  may  be  violative  of  the  anti-trust  act.  The  Federal 
Trade  Commission  has  not  been  asked  for  help  in  that  matter. 
Allegations  have  been  made  that  trade  associations  since  the 
war  have  followed  practices  which  were  approved  during  the 
war,  practically  in  defiance  of  the  anti-trust  laws;  that  they 
have  maintained  open-price  arrangements  and  done  other 
things;  which  have  meant  the  repression  of  competition  in 
prices  to  the  minimum.  The  question  now  before  President 
Harding  and  his  cabinet  is  as  to  what  attitude  shall  be  assumed 
by  the  administration.  If  there  is  one  thing  that  is  certain,  it 
is  that  the  anti-trust  laws  cannot  compel  price  competition. 
They  have  been  tried  for  thirty  years.  Some  corporations  and 
associations  have  been  punished,  but  price  competition  has  not 
been  restored.  The  days  of  the  old  cut-throat  competition  seem 
to  have  passed  as  definitely  as  the  days  of  the  old  railroad  rate 
wars,  which,  of  course,  were  price  competitions,  and  were,  at 
one  time,  regarded  almost  as  unmixed  blessings.  For  ten  or 
.fifteen  years  there  has  been  a  big  question  as  to  whether  they 
are  not  exactly  the  reverse  of  what  they  were  once  thought 
to  be. 

During  the  war  the  government  encouraged  industries  to 
organize  closely.  Now  the  question  is  whether,  if  they  have 
maintained  uniform  prices,  which  practice  during  the  war  was 
thought  good  because  it  caused  the  maximum  of  production, 
they  should  be  prosecuted  for  not  having  initiated  price-cutting 
competition.  The  fact  that  the  trade  commission  has  not  been 
called  upon  to  give  advice  in  this  matter  is  regarded  as  signify- 
ing not  less  than  that  the  President  has  doubt  as  to  the  wisdom 
of  the  policy  that  that  body  has  been  pursuing  toward  business. 
If  that  is  the  view  of  the  President,  it  may  be  said  that  he  Is  on 
the  side  of  business,  which  regards  the  trade  body  as  a  great 
disappointment,  when  the  thought  is  not  that  it  is  a  pest. 


War-Time  Food  Products  Hurt  American  Buiineit. — Ku- 
ropean  cousins,  who  were  BO  glad  to  receive  American  help  dur- 
ing the  war,  apparently  did  not  overlook  opportunities  to  put 
the  knife  Into  the  ribs  of  American  business  at  any  time  they 
were  so  grateful  for  the  help  they  were  getting.  During  the  war 
American  condensed  milk  manufacturers  sent  to  England  a 
watery  product,  made  according  to  specifications  sent  over  by 
British  buyers.  The  British  public  was  compelled  to  pay  a* 
much  for  that  stuff  as  if  it  wore  high  grade,  because  their  gov- 
ernment, it  seems,  made  prices  on  the  theory  that  condensed 
milk  Is  condensed  milk,  even  as  pigs  are  pigs.  The  British 
public  roared.  It  anathemized  American  condensed  milk  manu- 
facturers as  pirates,  which  some  of  them  may  have  been.  The 
British  buyer,  however,  has  never  let  his  customer  know  the 
fact  that,  but  for  the  specifications  he  sent  over,  that  condensed 
milk  would  have  been  seized  under  the  American  food  and  drugs 
act  and  condemned  as  adulterated,  because  It  contained  too 
much  water.  It  would  never  have  got  to  England  but  for  the 
provision  in  the  American  food  and  drugs  act  which  says  that, 
notwithstanding  the  product  may  not  be  up  to  American  stand- 
ards, it  may  be  sent  abroad  if  the  American  manufacturer  can 
show  that  he  made  the  product  in  accordance  with  the  specifica- 
tions of  the  foreign  purchaser.  That  is  to  say,  an  American 
product  is  being  cursed  by  the  British  consuming  public,  be- 
cause the  American  manufacturer  was  short-sighted  enough  to 
send  to  the  British  market  condensed  milk  not  up  to  the  Ameri- 
can standard  simply  because  the  British  buyer  requested  that 
that  be  done. 

American  bacon  also  got  a  bad  name  in  Europe,  because  the 
British  government,  apparently,  put  stale  bacon  on  the  market, 
after  it  was  forced,  by  American  packers,  to  pay  for  the  meat 
food  products  that  were  held  by  the  British  navy  before  the 
United  States  went  to  war.  The  bacon  was  originally  consigned 
to  Scandinavian  countries.  The  British  seized  it  to  keep  it  from 
falling  into  the  German  market,  via  Scandinavia.  The  packers 
made  the  British  government  pay  for  the  goods  on  threat  to 
withhold  meat  from  the  British  market.  That  may  have  been 
a  mistake  for  the  packers.  Then  again  it  may  not  have  been. 
The  fact,  however,  is  that  the  reputation  of  American  goods  has 
been  greatly  damaged  by  the  greediness  of  European  govern- 
ments and  European  traders,  who  have  not  hesitated  to  bear 
false  witness  simply  to  cover  their  own  losses  or  to  make  profits 
at  the  expense  of  the  American  manufacturers,  whose  goods  had 
been  seized  and  allowed  to  spoil,  or  who  had  made  goods  below 
standard,  to  meet  the  specifications  of  scoundrelly  European 
sellers. 


The  Commission  as  a  Corporate  Manager. — Howard  Elliot, 
when  he  told  the  Cummins  committee  his  idea  that  perhaps 
regulation  had  been  overdone,  hit  a  sympathetic  chord  in  the 
breast  of  more  than  one  man  who  has  had  much  to  do  with  the 
work  of  the  Commission.  The  Commission  and  those  who  have 
done  work  with  it  constitute  a  happy  family.  The  fact,  there- 
fore, that  there  are  men  on  what  may  be  called  the  shippers' 
side  of  the  line  in  that  family,  who  are  Inclined  to  agree  with 
Mr.  Elliot,  probably  would  not  be  taken  by  all  commissioners 
as  evidence  of  hostility  toward  that  body.  There  are  shippers 
who  think  that  most  of  the  interstate  commerce  law  could!  be 
repealed  without  hurt  to  the  public  interest.  Their  greatest  in- 
terest is  in  the  third,  sixth  and  tenth  sections.  They  are  the 
ones  that  forbid  unjust  discrimination,  require  the  filing  of  rates 
and  provide  punishment  for  false  billing.  The  shippers  In  mind 
are  not  indifferent  to  section  15  and  its  various  parts,  because 
they  believe  that,  after  the  agitation  that  has  taken  place  with 
regard  to  return  to  the  carriers,  the  courts  would  require  the 
Commission  to  allow  rates  that  would  afford  a  return  of  six 
per  cent,  if  it  were  inclined  habitually  to  make  rates  that  would 
yield  less. 

There  are  few  rates  that  are  unreasonable  in  and  of  them- 
selves. They  are  unreasonable  only  by  comparison.  Therefore 
the  first  section  is  not  really  necessary.  The  English  have  got 
along  fairly  well  with  a  law  that  is  not  much  if  any  more  than 
our  third  section.  Their  reasonable  rate  means  one  reasonable 
in  comparison  with  rates  given  to  others,  which  is  our  third 
section.  Commissioner  Potter  has  been  outspoken  in  criticism 
of  the  views  of  his  colleagues  when  he  has  thought  a  decision 
of  theirs  jumped  from  the  field'  of  regulation  to  the  field  of 
corporate  management.  Nearly  all  business  has  been  frowning 
on  efforts  of  law-makers  to  put  the  government  in  as  a  substitute 
for  the  management  of  a  business,  or  control  of  an  industry. 
The  tendency  of  men  who  believe  they  have  learned  something 
about  management  from  the  things  they  have  had  to  do  with 
their  own  affairs,  is  to  back  up  President  Harding  and  others 
who  advocate  less  government  in  business  and  more  business 
in  government. 


Men  of  Wealth  in  Public  Office. — President  Harding's  angling 
for  President  Farrell  of  HIP  steel  corporation  as  chairman  of 
the  Shipping  Board,  and  then  for  Walter  C.  Teagle,  president  of 
the  Standard  Oil  Company  of  New  Jersey,  has  attracted  much 
less  attention  than  it  would  have  ten  or  fifteen  years  ago.  when 
certain  elements  in  the  country  would  have  exploded  had  It 
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been  suggested  that  Americans  who  had  achieved  great  success 
hi  business  could  be  even  half  way  honest  or  should  be  con- 
sidered for  a  second  as  worthy  to  be  trusted,  if  they  could  be 
persuaded  to  enter  the  government  service.  President  Harding 
apparently  has  not  been  afraid  of  that  element,  as  witness  the 
fact  that  Secretary  Mellon  of  the  treasury  is  one  of  the  coun- 
try's very  rich  men  and  Herbert  Hoover  has  been  associated 
in  recent  years  with  the  largest  of  the  big  interests.  A.  E.  H. 


RAILWAY  EARNINGS  FALL  SHORT 

The  Tragic  World   Washington  Bureau 

In  the  seven  months  ended  with  March  31,  1921,  in  which 
period  the  increases  under  Ex  Parte  74  were  in  effect,  the  Class 
1  roads  and  large  switching  and  terminal  companies  for  the 
country  as  a  whole  had  a  net  railway  operating  income  of  $249,- 
807,449,  or  $362,967,551  short  of  $612,775,000,  the  amount  they 
should  have  had)  to  make  a  net  return  of  6  per  cent  on  the 
valuation  fixed  by  the  Interstate  Commerce  Commission,  accord- 
ing to  a  statement  compiled  by  the  Bureau  of  Railway  Econom- 
ics. In  that  seven  months'  period  the  roads  earned  a  return 
on  an  annual  basis  of  2.4  per  cent  instead  of  6  per  cent. 

In  September,  the  first  of  the  seven  months'  period,  the 
roads  had  a  net  of  $75,310,311,  or  $33,925,689  short  of  $109,236,000, 
the  amount  they  should  have  had  to  make  6  per  cent.  The  re- 
turn in  that  month  on  an  annual  basis  was  4.1  per  cent. 

In  October  the  roads  had  a  net  of  $86,455,487,  or  $25,979,513 
short  of  $112,435,000,  the  amount  they  should  have  had  to  make 
6  per  cent.  The  return  was  4.6  per  cent. 

In  November  the  roads  had  a  net  of  $54,343,793,  or  $44,- 
942,207  short  of  $99.286,000,  the  amount  they  should  have  had  to 
make  6  per  cent.  The  return  was  3.3  per  cent. 

In  December  the  net  fell  to  $10,225,583,  or  $76,632,417  short 
of  $86,858,000,  the  amount  they  should  have  had  to  make  6  per 
cent.  The  return  was  0.7  per  cent. 

In  January  there  was  a  deficit  of  $958,399,  or  $68,230,399 
short  of  $67,272,000,  the  amount  they  should  have  had  to  make 
6  per  cent. 

In  February  there  was  a  deficit  of  $7,378,307,  or  $63,977,307 
short  of  $56,599,000,  the  amount  they  should  have  had  to  make 
6  per  cent. 

In  March  there  was  a  net  of  $30,695,192,  or  $50,393,808  short 
of  $81,089,000,  the  amount  they  should  have  had  to  make  a  return 
of  6  per  cent.  The  rate  of  return  was  2.3  per  cent. 

The  Bureau  explained  that  the  6  per  cent  was  computed  on 
the  tentative  valuation  made  by  the  Commission  in  Ex  Parte  74, 
adjusted  to  apply  to  Class  1  roads,  and  distributed  by  months 
to  show  the  monthly  quota  that  the  railways  must  earn,  allow- 
ance being  made  for  seasonal  variations  in  traffic  and  earnings. 
The  monthly  distribution  was  based  on  the  actual  results  of  the 
three-year  test  period. 

Reports  to  the  Commission,  announced  June  2,  from  171 
roads,  on  operating  revenues  and  expenses  for  April,  show  a  net 
operating  income  of  $27,566,000,  as  compared  with  a  deficit  of 
$21,210,000  in  April,  1920.  Revenues  totaled  $382,409,000  and  ex- 
penses $329,9111,000.  The  revenues  showed  an  increase  of  8.4 
per  cent  over  April  of  a  year  ago,  and  the  expenses  showed  a 
decrease  of  6.4  per  cent. 


FREIGHT  CAR  STATISTICS 

The  Traffic  World   Washington  Bureau 

The  semi-monthly  bulletin  of  percentages  of  freight  cars  on 
line  to  ownership  as  of  May  15,  issued  by  the  car  service  division 
of  the  American  Railway  Association,  shows  that  in  the  eastern 
district  the  percentage  was  96.8  as  compared  with  103.5  a  year 
ago;  in  the  Allegheny  district,  99.9  as  compared  with  96.8  a  year 
ago;  in  the  Pocahontas  district,  92.2  as  compared  with  63.8  a  year 
ago;  in  the  Southern  district,  97.9  as  compared  with  101.7  a  year 
ago;  Western  district,  97.1  as  compared  with  99.4  a  year  ago- 
grand  total,  all  districts,  97.5  as  compared  with  98.6  a  year  ago; 
Canadian  roads,  96.1  as  compared  with  89.6  a  year  ago. 

The  semi-monthly  statement  of  revenue  freight  cars  in  bad 

order,  Class  I  roads,  as  of  May  15,  shows  that  the  percentage  was 

2  as  compared  with  13.5  on  May  1.    The  total  number  of  bad 

order  cars  on  May  15  was  324,969  out  of  total  cars  on  line  of 

2,288,242. 

The  per  cent  of  home  cars  on  home  roads  for  Class  I  roads 
as  of  May  15  was  72.8  for  the  country  as  a  whole.  In  the  Eastern 
trict  the  per  cent  was  66.5;  in  the  Allegheny,  78.7;  in  the  Poca- 
hontas, 79.2;  in  the  Southern,  71.9,  and  in  the  Western  74  4 

The  percentage  of  freight  cars  on  line  to  total  owned  'as  of 
May  15  on  Canadian  roads  was  96.4  as  compared  with  959  on 
May  1,  and  91.9  on  May  1,  1921. 

CARS  FOR  THE  GRAIN  CROP 

The  Tragic  World   Washington  Bureau 

While  the  car  service  division  of  the  American  Railway  As- 

x-iatlon  is  not  prepared  to  say  that  there  will  be  a  car  conges- 

this  summer,  W.  L.  Barnes,  executive  manager  of  the  divl- 

don.  believes  th«  handling  of  the  grain  harvest  this  summer 


will  require  intensive  care  on  the  part  of  the  railroads.  There- 
fore, he  has  put  out  Bulletin  CSD-6,  dated  May  26,  calling  atten- 
tion to  four  important  facts.  They  are: 

1.  That   on'  March   1,   1921,   there  were   2,500,000  bushels  of  grain 
on  the  farms  from  last  year's  crop  requiring  to  be  moved.     That   is 
the  greatest  quantity  ever  known  at  this  season  of  the  year. 

2.  That   the   prospects   are   good   for  a   larger   harvest   this   year 
than  last  and  than  the  five-year  average. 

3.  That   this   year   the   railroads   have   only   78.6   per  cent   of   the 
cars  they  own  fit  for  service,  as  compared  with   82  per  cent  of  last 
year.     The  reduction  is  equivalent  to  about  15,000  cars. 

4.  That  the  percentage  of  bad  order  cars  is  13.4  instead  of  5.6  a 
year  ago.    That  difference  may  be  more  apparent  than  real.     At  pres- 
ent, owing  to  light  traffic,  there  are  more  cars  on  their  own  rails  than 
at  any  other  time  in  the  last  thirteen  years.     The  owners,  naturally, 
contend  that  they  were  returned  in  bad  order,  while  those  that  had 
them  probably  claim  they  were  not  out  of  order.     The  fact,  it  is  be- 
lieved,  however,   is  that  the  percentage  of  bad  order  cars   is  consid- 
erably greater  now  than  it  was  a  year  ago,  because  only  a  few  com- 
panies have  been  financially  able  in  the   last  year  to  carry  out  con- 
sistent plans  for  putting  their  cars  in  good  order. 

In  the  bulletin,  Mr.  Barnes  said: 

It  is  important  at  this  time  to  consider  the  following  facts' 

1.  On  March  1,  1921,  there  were  two  and  a  half  billion  bushels  of 
grain  on  farms,  an  increase  over  each  of  the  two  preceding  years  of 
50  per  cent.     This  included  26  per  cent  more  wheat,  50  per  cent"  more 
corn  and  65  per  cent  more  oats  than  in  1920. 

2.  The  condition  of  winter  wheat  on  May  1st  was  88.8  per  cent, 
as  against  79.1  per  cent  a  year  ago,   Indicating  an   increased   produc- 
tion of  approximately  15,524,000  bushels  or  9  per  cent.    While  later  re- 
ports indicate  a  somewhat  lower  yield,   the  prospects  are  good  for  a 
yield  in  excess  of  1920  and  in  excess  of  the  five-year  average 

3.  Preliminary   estimates    (unofficial)    indicate   the   spring  acreage 
of  all  grains  to  be  equal,  if  not  greater,  than  in  1920. 

4.  The  box  car  situation  on  twenty  of  the  principal  grain  loading 
roads  as  of  May  15th,  compiled  by  averaging  individual  percentages 
is  as  follows: 

Percentage  to  Ownership 

Total  Cars  on  Line  Home  Cars  on  Line  Bad  Order  Cars 

1921  1920  1921  1920  1921  1920 

92.0  87.6  71.9  14.2  13.4  5.6 

Particular  attention  is  directed  to  the  percentage  of  cars  on  line- 
although  4.4  per  cent  better  than  last  year,  the  heavy  return  of  home 
cars  in  unserviceable  condition  has  so  greatly  increased  the  bad  orders 
that  these  roads  actually  have  available  for  service  only  78.6  per  cent 
of  their  ownership,  as  compared  with  82  per  cent  a  year  ago  a  re- 
duction of  3.4  per  cent,  representing  approximately  15,000  serviceable 
cars. 

5.  The   beginning  of  the  wheat   harvest,   which   occurs  in    North 
Texas  and  Oklahoma,  is  only  two  or  three  weeks  off,  with  indications 
pointing  to  the  immediate  marketing  of  a  larger  proportion  of  the  crop 

On  the  other  hand,  heavier  loading  of  grain  and  grain  products 
Q-™rM?or,Cn  Jn1oto^l\year  than  last  <avera&e  weekly  loading  1921— 
3o,09a;  1920—30,129)  has  no  doubt  reduced  somewhat  the  excess  on 
farms  over  previous  years;  and  there  will  not  be  this  summer  the 
same  competition  for  box  cars  for  general  traffic  as  a  vear  ago  It  i< 
obvious,  however,  that  intensive  preparation  is  necessary  to  meet  the 
prospective  demands  for  cars  of  a  grade  suitable  for  grain,  flour 
cement  and  other  high-class  commodities. 

7h?  Car  Service  Commission  urges  the  importance  of:  " 
1.     Closer  supervision   over   loading  to   insure   proper   selection   of 
»'iPtat  ry  a  mure  ade<!uate  Observance  of  Car  Service  Rule  1. 

mmAnflrt  ^     I  W'th  special  ?orce  to,  the  K™m  loading  roads  which 
must  build  up  and  conserve  their  supply  of  home  cars. 

ducing  ISSn-fl?  cars0"08*"6   C&r  rePa'r  progrram'   socializing  on   pro- 
of carstltaM  ££  ™"  ^^  ln 


5.  As  far  as 
and  confining  thi 
fit  cars. 

AVith  the  present  heavv  peicentacre  of  homo  par**  r»n  iin*>   Miio-hna 

faketsurctheiUfarT)   and   thePlight   t™rnc0demandCstrea0ch  '£^'±3 
take  such  local  measures  as  may  be  necessary  to  provide  for  prospec- 

to  U%ct"tteeSt  ..Tn^^Wv,"  S-h?Uld  be  poss™e  u"der  s"ch  coPnditPons 
Di^isTnn  It  Vni  h  °"  Wlth  mimmum  assistance  from  the  Car  Service 
the  normal  f,ml!l-  •  °Ur  fpVi.'po?.e  to  interfere  as  little  as  possible  with 
rolds  t?  work ^  ?  t'h S-  °i  th?  Car.  Service  Rules  and  to  encourage  the 
cordance  ^fh  2vLf  r  JTal  exShan«e  of  equipment  problems  in  ac- 
e  witn  existing  rules  and  «•««'*—*"'«*•- 


PACKING  OF  FLOUR  FOR  EXPORT 

The   Traffic    World    Washington  Bureau 

"One  of  the  largest  importers  of  American  foodstuffs  in  Buenos 
Aires  complains  that  he  is  frequently  in  receipt  of  consignments 
of  prepared  flours  that  have  deteriorated  in  transit  here,"  says 
Ueorge  S  Brady,  trade  commissioner  at  Buenos  Aires,  in  a  re- 
port to  the  Department  of  Commerce.  "This  condition  is  due 
o  improper  packing  in  thin  paper  boxes  unsuited  to  withstand 
the  long  journey  through  the  Tropics.  All  prepared  flour  for  sale 
itma,  such  as  pancake  preparations  and  self-raising  flour, 
with  n  ffl8  6d  ln  U?htly  sealed  Packages  preferably  covered 
hnvL  ™7B 6  PaP<rr>  since  insects  hore  through  the  cardboard 
fast  foods  wraPPln«  ^  also  desirable  for  rolled  oats  and  break- 

nlhVTHH*ti0n,  Sh°WS  that  some    of    these    shipments    came 
«      g       US6S   in  New   York-   and   the   manufacturers 
T*  UnawT  ,that  their  8°°<ls  were  to  be  shipped  to 
a      To  protect  the  manufacturer  from  blame  in  cases  of 
ne %hn,?M  VS  sug?efst«d  tnat  the  boxes  used  for  domestic  pack- 
export  °n  the  SideS'  <This  box  not  Bended  for 

ic  tons  °f  prepared 
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Decisions  of  Interstate  Commerce  Commission 


RATES  AND  CHARGES  ON  POTATOES 

In  a  report  written  by  Commissioner  Eastman  on  No.  11163, 
Noil  hern  Potato  Traffic  Association  vs.  Baltimore  &  Ohio.  Dlrec- 
Qeneral,  ft  al.,  opinion  No.  6878,  61  I.  C.  C.,  680-8,  the  Com- 
mission held  the  rates  on  potatoes  from  the  Princeton  group  In 
Minnesota  to  destinations  in  trunk  line  territory  to  be  unduly 

Midicial  and  unduly  preferential  to  the  Wisconsin  group,  be- 
cause and  to  the  extent  that  they  were  and  are  more  than  three 
in  excess  of  those  from  the  Wisconsin  group. 

The  decision  covers  No.  11164,  same  vs.  A.  T.  &  S.  P.  Under 
that  case  the  Commission  held  rates  from  the  same  territory  to 
northeast  Texas  points  to  be  unreasonable,  because  and  to  the 

MI  ihey  exceeded  87.5  cents,  subject  to  the  increases  author- 
i/.ed  in  Kx  I'arte  No.  74.  To  points  outside  of  the  northeast 

as  group  the  rates  are  not  to  be  greater  than  the  combina- 
tions by  way  of  Fort  Smith,  Ark.,  and  Muskogee  and  Wagoner, 
Okla. 

These  readjustments  are  to  be  made  operative  on  or  before 
August  i>5.  on  not  less  than  statutory  notice.  The  Commission 
held  that  the  carriers  had  justified  the  cancellation  of  the  joint 
rate  on  potatoes  from  Bloomer,  Wis.  to  Texas,  via  Chicago.  It 
held  that  the  rental  charge  of  $5  per  car  during  the  winter 
months  was  not  unreasonable. 


RATES  ON   OAK  LUMBER 

The  Commission  has  dismissed  No.  11487,  Buckeye  Veneer 
Co.  vs.  Director-General,  opinion  No.  6876,  61  I.  C.  C.,  673-6,  hold- 
in«  that  a  rate  of  17  cents  on  34  carloads  of  oak  lumber,  shipped 
between  August,  1918,  and  December,  1919,  from  Huntingburg, 
Ind.,  to  Dayton,  O.,  was  not  unreasonable.  The  sixth  class  rate 
was  collected. 

The  complaint  was  based  on  the  fact  that,  from  points  on  the 
St.  Louis  division  of  the  Southern  where  other  roads  intercepted, 
rates  less  than  sixth  class  were  published  to  meet  the  competi- 
tion of  intersecting  lines.  In  that  way  fourth  section  departures 
were  created.  Some  of  them  were  removed  prior  to  the  date  of 
the  hearing  in  this  case,  but  as  to  those  which  had  not  been  re- 
moved, the  Commission  issued  fourth  section  order  No.  7961, 
denying  further  relief.  The  Commission  denied  reparation  in 
this  case  on  authority  of  Appalachia  Lumber  Co.  vs.  L.  &  N.,  25 
I.  C.  C.,  193.  In  that  case  the  Commission  said  that,  when  a 
fourth  section  departure  was  protected,  no  damage  could  be 
awarded  up  to  the  time  when  the  Commission  passed  upon  the 
appropriate  application,  unless  a  case  of  undue  prejudice  was 
made  out  which  might  carry  with  it  an  award  of  damages,  or 
unless  the  rate  charged  from  the  intermediate  point  was  found 
unreasonable.  In  the  present  case,  the  Commission  said,  there 
was  no  proof  of  damage  due  to  unjust  discrimination  or  undue 
prejudice  which  might  have  existed. 

GLASSWARE  FROM  OKLA.  AND  TEX. 

A  holding  that  the  carriers  had  not  justified  the  suspended 
schedules  has  been  made  in  I.  and  S.  No.  1253,.  Glass  and  Glass- 
ware from  Oklahoma  and  Texas,  opinion  No.  6888,  61  I.  C.  C., 
733-5.  In  those  schedules  the  carriers  proposed  rates  which  they 
claimed  would  be  in  compliance  with  the  Commission's  decision 
in  Ball  Bros.  Glass  Manufacturing  Co.  vs.  Director-General,  58 
1.  C.  C.  331.  In  that  case  the  Commission  found  the  rates  on 
glass  fruit  jars,  tops,  and  jelly  glasses,  straight  or  mixed  carloads, 
from  Wichita  Falls,  Tex.,  to  47  destinations  in  Louisiana  were 
unduly  prejudicial,  because  and  to  the  extent  they  exceeded  rates 
on  similar  articles  from  Blackwell,  Sand  Springs  and  Sapulpa, 
Okla.  No  finding  was  made  as  to  the  reasonableness  of  the 
rates.  The  carriers  proposed  a  rate  of  76.5  cents  from  Wichita 
Falls  and  as  a  minimum  from  the  Oklahoma  points  of  origin. 

Some  of  the  existing  rates  are  less  than  76.5  cents.  No 
changes  were  proposed  in  the  higher  rates  but  the  lower  ones 
were  to  be  brought  to  76.5  cents. 

The  report  said  some  of  the  proposed  rates  would  violate 
both  clauses  of  the  fourth  section  and  some  undoubtedly  would 
violate  the  third  section.  The  carriers  said  the  rates  thus  found 
to  be  out  of  line  with  the  law  resulted  from  errors  in  checking 
in  the  new  rates,  from  inadvertence  and  from  hurry.  They  said 
the  schedules  had  been  hurriedly  prepared  and  contained  incon- 
sistencies. The  holding  of  the  Commission  will  enable  them  to 
try  again. 


complaint,  holding  that  demurrage  charges  on  21  carload*  of 
hay  held  at  Covlngton,  Ky.,  on  account  of  the  embargoes,  were 
not  unreasonable  or  otherwise  unlawful.  The  demurrage  charges 
and  war  taxes  on  those  earn  amounted  to  (1,221.31.  The  com- 
plainant asked  for  the  return  of  that  money,  but  the  Commlnslon 
held  that  there  was  nothing  in  what  the  Director-General  did 
warranting  such  a  return. 

The  Commission's  report  said  that  the  complainant  admitted 
that  the  shipments  were  billed  to  Covlngton  to  circumvent  the 
embargo  against  Cincinnati.  Complainant  tried  to  have  the  cant 
switched  to  yards  In  Cincinnati  and  Newport,  but  did  not  suc- 
ceed in  obtaining  permit  for  the  movement  until  the  amount 
of  demurrage  and  war  taxes  mentioned  had  accrued. 

RATE  ON  COPRA 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  In  No.  11337,  Rolling  Fork  Oil  Co.  vs.  Yazoo  It. 
Mississippi  Valley  et  al.,  Opinion  No.  6863,  61  I.  C. 
account  of  an  unreasonable  rate  on  copra  from  Rolling  Fork, 
Miss.,  to  New  Orleans,  the  shipments  being  made  in  October 
and  November,  1918.  The  complainant  alleged  that  the  rate  was 
not  only  unreasonable,  but  also  unduly  prejudicial  because  and 
to  the  extent  It  exceeded  the  contemporaneous  rate  on  cotton- 
seed, which  was  the  Class  M  rate  of  20  cents  at  the  time  the 
copra  was  moved. 

The  Commission  made  a  specific  holding  that  the  third  class 
rate,  any  quantity,  of  64  cents,  applicable  also  on  L.  C.  L.  dried 
fruit,  was  not  unduly  prejudicial.  After  the  movement  copra 
was  rated  Class  D,  the  rating  on  dried  fruit  In  carloads. 

Class  M  was  apparently  denied  to  copra  on  the  ground, 
first,  that  that  rate  was  given  to  cottonseed  when  it  was  of  II 
tie  value  and  when  there  was  sharp  competition  on  the  Missis- 
sippi River,  and  apparently  because  copra  at  the  time  of  the 
movement  was  worth  $160  per  ton  while  cottonseed  was  worth 
only  about  $70  per  ton. 

Reparation  is  to  be  made  to  the  basis  of  the  subsequently 
established  Class  D  rate  of  28  cents  per  100  Ibs. 

CALIF.  FRUITS  AND  VEGETABLES 

The  Commission,  in  No.  11238,  Buxton-Smlth  Company  vs. 
.A.  T.  &  S.  F.  et  al.,  opinion  No.  6862,  61  I.  C.  C.  623-6,  has  con- 
demned as  unreasonable  and  awarded  reparation  on  account  of 
the  collection  of  commodity  rates  higher  than  class  C,  on 
mixed  carloads  of  fruits  and  vegetables  from  San  Francisco  and 
Los  Angeles  to  Douglas  and  Bisbee,  Ariz.  The  shipments 
moved  subsequent  to  January  1,  1916.  The  rates  mentioned 
were  those  operative  prior  to  the  effective  date  of  Ex  Parte  No. 
74  rates. 

Prior  to  June  25,  1918,  the  rate  from  San  Francisco  to  B 
bee   and   Douglas   was   $1   and   from   Los   Angeles   to   the   same 
points   ten   cents   less.     Contemporaneously   the   class   C   rate 
were  83  and  74  cents.     General  Order  No.  28  made  them  $ 
and   92.5   cents. 

Complainant   showed   that   the  rates   in   California,   Ore? 
Nevada,  Colorado  and  other  states  on  mixed  carloads  of  fruits 
and  vegetables  were  generally  less  than  class  C.     It  did  not, 
however,   ask   for  anything   lower  than   class   C.     The   carriers 
contended  that  the  traffic   in  California  and   the  other  statei 
mentioned  was  heavier  than  to  Arizona  and  moved  in  venti- 
lated freight  cars,  stock  cars,  and  in  ordinary  box  cars,  while 
refrigerator  cars  were  required  in  all  instances  for  movements 
to  Arizona. 

The  Commission,  disagreeing  with  the  examiner  who  ma 
a  proposed  report  on  the  complaint,  held  that  the  rates 
assessed  were  unreasonable  because  and  to  the  extent  they  ex- 
ceeded the  class  rates  herein  before  mentioned.  It  did  not 
specifically  hold  the  class  rates  reasonable  to  have  applied  but 
said  the  rates  assessed  were  unreasonable  because  and  to  the 
extent  they  exceeded  the  specific  rates  mentioned,  which,  as 
before  said,  were  the  class  C  rates,  and  ordered  reparation. 


DEMURRAGE  CHARGES  ON  HAY 

An  attempt  of  a  shipper  to  circumvent  embargoes  against 
hay  consigned  to  Cincinnati  over  the  Big  Four  in  April  and  May. 
1918,  was  disastrous  to  the  complainant  in  No.  11734,  Maguire 
&  Co.  vs.  Louisville  &  Nashville,  Director-General,  et  al.,  opinion 
No.  6869,  61  I.  C.  C.  658-60.  The  Commission  has  dismissed  that 


INCREASES  FROM  AND  TO  EL  PASO 

Approval  In  part  and  disapproval  In  part  has  been  given  by 
the  Commission  in  a  report  on  I.  and  S.  No.  1291.  Proposed  In- 
creased Rates  from  and  to  El  Paso  and  Related  Points,  opinion 
No  6879,  61  I.  C.  C.  689-92.  The  proposal  to  increase  rates  from 
El  Paso  to  the  north  Pacific  coast  33%  over  the  rates  in  effect 
prior  to  August  26,  1920,  has  been  held  not  justified. 

When  the  carriers  took  advantage  of  the  Commission's  de- 
cision in  Ex  Parte  No.  74,  they  elected  to  consider  El  Paso  as  hi 
the  mountain-Pacific  group  and  applied  a  twenty-five  per  cent 
increase.  That  had  the  effect  of  taking  El  Paso  out  of  trans- 
continental group  H  and  disturbing  the  relationship  of  class  rates 
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that  had  theretofore  existed  between 
coast  points  and 

tipdules  would  u»*^  »***«  M.~  »• .  -  - 

^^^^^^^^  S 

sl"jws  surtssws  sssas  ? j 

c^Tg^r^Valso  :aeiSd  ^herrwas^no'showing  of 
s"teta1ntia1incompetition  between  El  Paso  and  any  P°int/p  |™^ 
H.  while  there  was  a  showing  of  competition  between  El  Pasc ,  on 
the  one  hand  and  Deming,  N.  M.,  and  Pueblo  Colo  on  the  other 
Approval  in  part  was  given  to  the  proposal,  in  Affect  ^  to 
change  the  boundary  line  between  the  western  and  i 


<*  ""*  *   """ 


the  rates  on  August  25,  1920,  were  the  same  as  rates  from 
and  other  Colorado  common  points. 

A  further  finding  is  that  where  the  rates  on  August  25,  1920, 
were  in  excess  of  the  rates  from  Denver  and  other  Colorado  com- 
mon points,  to  El  Paso  and  related  points  the  carriers  have  not 
justified  their  proposal  to  make  increases,  but  have  jus 
rates  increased  to  the  extent  necessary  to  obviate  fourth  section 
departures  which  would  otherwise  directly  result  from  the  appli- 
cation of  increased  rates  found  justified  in  the  preceding  para- 
graph, or  which  were  created  by  the  increased  rates  authorized 

No  attempt  "was  made,  in  the  report,  to  identify  the  places 
from  which  increases  will  have  to  be  mad.e  in  compliance  with 
the  permission  granted  in  the  last  mentioned  finding.  The  car- 
riers will  be  required,  however,  to  cancel  the  suspended  schedules, 
without  prejudice,  to  the  filing  of  schedules  establishing,  on 
not  less  than  fifteen  days'  notice,  rates  in  accordance  with  the 
finding. 

INTERCHANGEABLE  USE  OF  TICKETS 

The  Commission,  in  a  report  on  I.  and  S.  No.  1296,  Inter- 
changeable Acceptance  of  60-trip  Commutation  Tickets,  opinion 
No.  6877,  61  I.  C.  C.  677-9  has  found  justified  the  proposal  of  the 
Pennsylvania  and  the  Baltimore  &  Ohio  to  discontinue  the  inter- 
changeable use  of  their  60-trip  commutation  tickets  between 
Washington  and  Baltimore.  The  practice  was  inaugurated  dur- 
ing federal  control  when  commuting  between  Washington  and 
Baltimore  was  made  necessary  by  the  extraordinary  number  of 
war  workers  in  Washington.  The  railroads  did  not  question  the 
jurisdiction  of  the  Commission  in  the  matter  but  the  regulating 
body  itself  called  attention  to  that  question  without,  however, 
making  a  decision,  because  it  held  that  the  carriers  had  justi- 
fied their  proposed  withdrawal  of  that  privilege. 

Objecting  commuters  said  it  was  extremely  convenient  to 
them  to  be  able  to  decide  between  the  7.55  B.  &  0.  and  8.15 
Pennsylvania  trains,  in  starting  for  Washington.  The  decision 
usually  was  made  in  favor  of  the  later  train  when  it  was  im- 
possible to  make  the  earlier.  The  Commission  held  that  that 
was  very  nice  for  the  commuter  but  irritating  to  those  in  the 
accounting  departments  of  the  railroads  whose  business  it  was 
to  divide  the  revenue  and  do  it  equitably. 


CEMENT  FROM  MASON  CITY,  IA. 

In  a  report  on  No.  10422,  Lehigh  Portland 1  Cement  Cc .vs.  Mid- 
lanri  Continental  Railroad  et  al.,  opinion  No.  6861,  bl  1.  O.  U.  bid- 
Commissioner  Daniels,  the  Commission  condemned 
rat(       n  cement  from  Mason  City,  la.,  to  destinations  in  North 
Dakota  and  northern  Minnesota  as  unreasonable    as  unduly  pre- 
judicial to  Mason  City  in  comparison  with  the  rates  from  Dulu 
(Steelton),  Minn,  to  the  same  points.   The  carriers  are  to  revis 
their  rates  on  or  before  August  19,  so  as  to  apply  from  Mason 
City  scale  III  prescribed  in  the  general  cement  ease,  Western 

'  in   -r    f~t    f^    oni     K9Tr*rt99P\nQ  innrpa^pn    imnfT 
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General  Order  No.'  28  and  Ex  Parte  No.  74  to  points  in  Minne- 
sota and  North  Dakota  in  the  extended  scale  territory  III  and 
the  scale  IV  rates  to  points  in  North  Dakota  embraced  within 
territory  IV.  The  distances  are  to  be  com- 


CHARGE  FOR  SWITCHING 

In  a  report  on  No.  11538,  Crucible  Steel  Company  of  America 
vs.  Pennsylvania  Railroad  and  Director-General,  as  agent,  opinion 
No.  6867,  61  I.  C.  C.,  655-6,  the  Commission  looked  severely  over 
its  glasses  to  say  that  while  it  expressed  no  opinion  on  the  pro- 
priety or  legality  of  a  tariff  in  force  on  the  Pennsylvania  in  Pitts- 
burgh during  federal  control,  it  would  condemn,  as  unreasonable 
(and  order  reparation),  a  switching  rate  of  30  cents  per  ton  on 
petroleum  in  tank  cars,  for  a  movement  of  about  six  blocks  over 
the  rails  of  the  Pennsylvania,  the  motive  power  for  which  was 
provided  by  the  complainant.  Seventy-seven  tank  cars,  most  of 
which  belonged  to  the  complainant,  were  moved  from  a  plant  of 
the  complainant  near  Thirty-eighth  street  to  another  plant  of  the 
complainant  near  Thirtieth  street. 

The  Pennsylvania  made  no  attempt  to  justify  the  rate  and 
admitted  willingness  to  make  reparation  down  to  the  basis  of  the 
$3  rate  subsequently  established.  It  said  that  the  30-cent  rate 
contemplated  the  performance  of  all  the  transportation  service 
by  the  Pennsylvania  and  was  not  intended  to  cover  the  move- 
ment of  the  complainant's  tank  cars  by  Us  own  engines  over  the 
tracks  of  the  Pennsylvania  to  the  point  where  they  could  be 
transferred  to  the  tracks  of  the  Pittsburgh  &  Allegheny  River 
Railroad,  controlled  by  the  complainant.  In  commenting  on  the 
transaction,  the  Commission  said: 

It  is  to  IM'  noli  rl  that  the  transportation  in  question,  as  well  as 
the  change  in  the  charge  for  Buch  movements,  occurred  during  the 
period  of  federal  control.  While  we  find  that  the  charges  were  un- 
reasonable for  the  service  furnished  by  defendants,  we  express  no 


11  *A  further  finding  of  the  Commission  is  that  the  rates  from 


for  the  future  will  be  unduly  prejudicial  to  Mason  City  to  the 
extent  that  they  exceed  the  rates  from  Duluth  to  the  same  destma- 


reasonable  from  Mason  City  and  rates  from  Duluth  constructed 
under  scale  III  as  increased  under  General  Order  No.  28  and  1 
Parte  No  74  to  the  extended  scale  territory  III  and  under  scale 
IV  as  similarly  increased  to  the  extended  scale  territory  IV,  dis- 
tances to  be  computed  in  the  same  manner  as  from  Mason  City. 
The  mills  at  Hannibal  and  other  points  south  of  Mason 
City  did  not  ask  any  specific  relief  in  this  proceeding  which  re- 
lated solely  to  the  rates  from  Mason  City  as  compared  with  those 
from  Duluth.  However,  the  rates  from  the  producing  points 
south  and  from  Gilmore  City,  la.,  are  related  to  those  from 
Mason  City.  Therefore,  counsel  for  the  railroads  suggested  that 
some  expression  be  given  as  to  proper  adjustment  to  be  made 
in  those  rates  if  any  change  should  be  ordered  in  the  basis  of 
rates  from  Mason  City.  Yielding  to  that  suggestion,  the  Com- 
mission said  it  desired  to  express  the  tentative  view  that  the 
present  differential  of  Gilmore  City  over  Mason  City  upon  a 
movement  to  St.  Paul  should  not  be  exceeded  and  that  the  rates 
from  the  other  related  producing  points  should  not  exceed  those 
from  Mason  City  by  any  greater  amounts  than  the  amounts  by 
which  the  key  point  rates  from  such  producing  points  to  St.  Paul 
exceed  the  corresponding  key  point  rate  from  Mason  City  to 
St.  Paul. 


PULLMAN  R.  R.  COMMON  CARRIER 

According  to  the  decision  of  the  Commission  in  No.  4181, 
Second  Industrial  Railways  Case,  in  which  it  considered  the 
status  of  the  Pullman  Railroad  Co.,  opinion  No.  6865,  61  I.  C.  C, 
637-46,  that  road  is  a  common  carrier  which  may  lawfully  partici- 
pate in  joint  rates  with  other  common  carriers  or  have  its 
charges  on  interstate  shipments  absorbed  under  proper  tariff 
provision  by  the  roads  having  the  line  haul.  The  road  is  con- 
trolled by  the  Pullman  Company. 

The  Commission  disposed  of  the  question  of  the  railroad's 
status  in  accordance  with  the  opinion  expressed  in  Birmingham 
Southern  vs.  Director-General,  61  I.  C.  C.,  551.  In  doing  that  it 
condemned  the  common  carrier  to  operate  in  the  matter  of  in- 
terchange of  cars  with  trunk  lines  on  the  theory  that  it  was 
afflicted  with  most  of  the  disabilities  of  shippers  and  with  but 
few  of  the  advantages  of  a  common  carrier  in  the  matter  of 
compensation  for  the  use  or  detention  of  cars  owned  by  other 
carriers.  The  trunk  lines  and  the  Pullman  Company  are  to  put 
into  effect  as  a  substitute  for  the  per  diem  arrangement,  a  modi- 
fied average  agreement  prescribed  by  the  Commission  in  the 
Birmingham  Southern  case.  Commissioners  Hall  and  Aitchison, 
as  in  the  Birmingham  Southern  and  Illinois  Northern  cases, 
dissented  but  wrote  no  separate  opinion. 


ILL.  NORTHERN  A  COMMON  CARRIER 

The  Commission,  in  a  report  on  the  status  of  the  Illinois 
Northern  Railway,  a  question  growing  out  of  No.  4181,  Second 
Industrial  Railways  Case  and  I.  &  S.  No.  414,  opinion  No.  6864, 
61  I.  C.  C.,  629-36,  has  held  that  that  railroad,  controlled  by  the 
International  Harvester  Company  through  the  beneficial  owner- 
ship of  all  shares  of  its  capital  stock,  is  a  common  carrier  law- 
fully entitled  to  receive  divisions  out  of  joint  rates  or  absorp- 
tions of  switching  charges,  under  appropriate  tariffs,  from  its 
trunk  line  connections,  such  divisions  or  absorptions  to  be  rea- 
sonable; that  is  to  say,  within  what  the  Commission  thinks  a 
proprietary  railroad  should  receive  in  order  to  be  free  from  the 
taint  of  what  it  thinks  would  be  an  unlawful  rebate. 

By  far  the  larger  part  of  the  Commission's  finding  is  devoted 
to  a  consideration  of  per  diem  reclaims  and  a  proper  method 
for  handling  that  phase  of  the  subject.  It  made  a  finding  with 
respect  to  the  Illinois  Northern  similar  to  that  which  it  made 
in  the  case  of  the  Birmingham  Southern,  61  I.  C.  C.,  551.  In  that 
case  the  Commission  held  that  the  per  diem  agreement  was  not 
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a  pmpei  li;i  i  for  settlement  by  an  Industrial  railway  for  the 
use  01  detention  upon  iis  line  ni  foreign  cars. 

instead  Hi  pi  T  diem  arrangenn  -m,  i  lie  Illiiniis  Northern  and 
ilu-  trunk  lint's  air  in  pin  into  operation  a  modified  average 

,111. 'ill    in  which   Hi.    industrial   railroad   will   he  treated     , 

what    like  shipper.  Inn    he  given   i -e  free   lime   lh;in    is   accord-d 

to  a  shipiicr.  Tin-  arrangement  is  hi  be  governed  by  rules  laiil 
down  in  Appendix  ('  <>f  the  Tinted  Slate:,  ll.iilroad  Admlnlstra- 
liiin  Circular  CS.ri!t.  pro\  iding  for  assessment  ol'  charges  for  use 
and  detention  ol'  cars  except  those  .11  home  on  the  (racks  ol'  the 
Illinois  Northern  at  the  content)""  a  neons  demurrage  rales  on 
cars  delivered  loaded  and  returned  empty  or  delivered  empty 
and  reiurned  loaded  after  the  expiration  of  72  hours'  free  time, 
instead  of  the  usual  48  hours'  free  time  accorded  to  a  shipper. 
All  other  rules  under  the  average  agreement  in  so  far  as  applicable 
are  to  he  used  modified  so  as  to  give  the  industrial  road  a  little 
moic  free  lime  than  allowed  to  a  shipper. 

Commissioners  Hall  and  Aitcluson  dissented,  but  wrote  no 
separate  opinion,  their  views  in  disagreement  with  those  of  their 
colleagues  having  been  set  forth  in  the  opinion  written  by  Mr. 
Aiiehison  in  the  Birmingham  Southern  case. 


HCHH  of  the  fact  that  tin  rate  Insein-d  in  the  bllla  of  lading 
did  not  apply  over  the  routes  of  movement  I;,  p. nation  In  to  tM 
made  to  the  battle  of  the  Inapplicable  rate*. 


RATE    ON    RANGE    CATTLE 

Reparation  lias  been  ordered  in  No.  11812,  Russell  Brothers 
vs.  Union  Pacific  et  al.,  opinion  No.  6875,  61  I.  C.  C.  671-2,  the 
Commission  holding  that  a  rate  of  $222  per  car  on  range  cattle, 
in  standard  36-foot  cars,  from  Rock  Springs,  Wyo.,  to  Storey, 
Calif.,  in  October,  1919,  was  unreasonable  because  and  to  the 
extent  that  it  exceeded  the  aggregate  of  intermediates  based 
on  Ogden,  Utah. 


BARRELS,  NORFOLK  TO  CHARLESTON 

The  Commission  has  dismissed  No.  11575,  Ansaldo  &  Nicholes 
vs.  Director-General,  opinion  No.  6872,  61  I.  C.  C.  664-6,  holding 
the  rate  on  wooden  truck  barrels  from  Norfolk,  Va.,  to  Charles- 
ion,  S.  C.,  to  be  not  unreasonable. 


COAL,   PIPER  TO  GRASSELLI,  ALA. 

An  order  of  dismissal  has  been  made  in  No.  11637,  Little 
Cahaba  Coal  Co.  vs.  Director-General,  opinion  No.  6871,  61  I.  C.  C. 
663,  the  Commission  holding  that  the  rate  on  coal  from  Piper 
to  Grasselli,  Ala.,  during  federal  control  was  not  unreasonable. 
The  shipments  were  routed  via  Southern  and  Alabama  Great 
Southern  at  a  rate  of  90  cents  Contemporaneously  there  was 
a  rate  of  70  cents  via  the  L.  &  N.  Shipments  were  routed  over 
the  two  lines  because  of  inability  to  obtain  cars  from  the  L.  &  N. 
Later  the  90-cent  rate  was  reduced  to  70  cents.  The  Commis- 
sion said  that  it  had  repeatedly  held  that  the  subsequent  reduc- 
tion of  a  rate  to  the  figure  prevailing  via  another  route  was  not 
evidence  of  unreasonableness. 


RATES  ON  CRUSHED  STONE  IN  PENNSYLVANIA 
A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11572,  Birdsboro  Stone  Co.  vs.  Pennsyl- 
vania and  Director-General,  as  to  the  rates  on  crushed  stone 
from  Monocacy,  Pa.,  to  destinations  in  Pennsylvania  during  fed- 
eral control.  The  shipments  were  made  between  June  25  and 
December  25,  1918,  on  a  scale  higher  than  the  scale  subsequently 
established  for  intrastate  movement.  That  scale  was  condemned 
in  49  I.  C.  C.  681  and  this  decision  in  this  case  follows  that  one. 


WEIGHT  OF  HEMLOCK  LUMBER 

The  Commission  has  dismissed  No.  11648,  Interior  Lumber 
Co.  vs.  Director-General  et  al.,  opinion  No.  6870,  61  I.  C.  C.  661-2, 
holding  that  the  allegation  that  charges  on  hemlock  lumber  from 
Boyne  City,"  Mich.,  shipped  in  April  and  May,  1918,  to  various 
destinations  in  Pennsylvania  were  assessed  on  excessive  weights 
had  not  been  sustained.  The  complainant  contended  that  the 
charges  should  have  been  based  on  estimated  weights  per  1,000 
feet  of  2,500  pounds  for  the  rough  lumber  and  2,000  for  the 
dressed  lumber.  The  only  evidence  of  weight,  the  report  says, 
was  that  the  lumber  was  in  stock  on  January  30,  1918,  and  that 
the  complainant  expected  the  weight  would  not  exceed  2,500 
pounds  per  1,000  feet.  They  were  not  even  wagon-weights.  The 
carriers  weighed  them  at  Cadillac,  Mich.,  or  Fort  Wayne,  Ind., 
on  scales  of  intermediate  carriers. 


MISROUTING   OF   SALT   SHIPMENTS 

An  award  of  reparation  on  account  of  misrouting  has  been 
made  in  No.  11611,  Mulkey  Salt  Co.  vs.  Wabash,  Director-General, 
et  al.,  opinion  No.  6874,  61  I.  C.  C.  669-70,  on  ten  carloads  of  salt 
from  Detroit  to  Bristol,  Roanoke,  Richmond,  Petersburg,  Clifton 
Forge  and  Bluefield,  Va.,  shipped  in  December,  1917,  and  January 
and  February,  1918.  The  case  was  one  in  which  the  consignor 
inserted  in  the  bills  of  lading  rates  and  routes  that  did  not  agree. 
The  agent  of  the  carrier  did  not  comply  with  Conference  Ruling 
474  (c)  requiring  in  such  cases  that  the  carrier  ascertain  the 
desire  of  the  shipper  before  forwarding  the  cars.  In  this 
case  the  carrier  forwarded  them  over  the  routes  indicated  re- 


C.  R.  I.  &   P.  GOLD  BONDS 

The   Traffic   Warld   Waihinglan  Hurra* 

The  CiiiiiiiiisMon.  in   I'm, nice  Docket    I2LT>,  has  authorized  the 
Chicago,  Hock   Island  &    Pacitir  to  issue  $1,0011.11110  worth  of  gen 
era!  mortgage  gold  bonds  under  Its  first  and  refunding  mortgage 
and"  to  issue  $1, 000,000  of  flisl  and  refunding  mortgage  gold  bondn 
and  to  pledge  and  re-pledge  from   lime  to  time,  until  othci 
ordered,  all  or  any  part  of  its  bonds  HO  issued  as  collateral  necui 
ity  for  any  note  or  notes  which  may  be  issued  under  paragraph  9 
of  Sec.  20-a  of  the  Interstate  commerce  act. 

By  the  piovislons  of  the  Rock  Island's  general  mortgage  an 
issue  of  $100,000,000  gold  bonds  is  authorized.  Not  more  than 
$1,000,000  worth  of  bonds  may  be  <  citified  and  delivered  by  the 
trustee  in  any  one  calendar  year  to  cover  permanent  imp: 
ments,  extensions  and  additions  to  property,  including  equipment, 
subject  to  the  mortgage,  t'p  to  September  3o,  1!)20.  ihe  Hock  Is- 
land had  expended  for  such  purposes  $1,003,257.  The  authority 
sought  is  to  issue  bonds  to  cover  these  expenditures,  no  bonds 
having  heretofore  been  issued  on  account  thereof. 

The  proposed  general  mortgage  bonds  will  be  delivered  to 
the  trustees  under  the  first  and  refunding  mortgage  and  the  Rock 
Island  will  receive  a  like  amount  of  first  and  refunding  bonds 
which  will  be  held  in  its  treasury  for  use  as  collateral  security  for 
short  term  notes. 


ALASKA  RAILROAD  BONDS 

The   Traffic   World   Washington  Bureau 

The  Commission,  in  Finance  Docket  No.  1404,  has  author- 
ized the  Alaska  Anthracite  Railroad  Company  to  sell,  at  not  less 
than  90  and  accrued  interest,  $1,500,000  of  first  mortgage  6  per 
cent  gold  bonds,  the  proceeds  of  which  are  to  be  used  in  dis- 
posing of  a  floating  indebtedness  of  about  $10,000,  completing 
the  construction  of  its  line,  acquiring  equipment  and  working 
capital. 

About  22  miles  of  a  37-mile  system  have  been  completed. 
Work  was  begun  1916,  but  war  conditions  forced  suspension,  in 
1917.  The  road  is  to  extend  from  the  mouth  of  Edwards  River 
on  Controller  Bay  to  a  point  near  the  confluence  of  Mary's 
Creek  and  Canyon  Creek  in  the  Behring  coal  fields,  with  a 
branch  from  the  main  line  to  the  Behring  River,  and  another 
branch  up  the  valleys  of  the  Stillwater  and  Trout  creeks. 

Arrangements  have  been  made  for  the  sale  of  the  bonds, 
to  be  dated  January  1,  through  the  Bankers'  Trust  Company.  The 
railroad  is  intended  to  make  possible  the  bringing  of  coal  to  tide- 
water on  Controller  Bay. 


COMMISSION  ORDERS 

The  Commission's  order  of  March  8,  1921.  in  No.  4800,  Sloss- 
Sheffield  Steel  &  Iron  Co.  et  al.  vs.  L.  &  N.  et  al.,  which  directed 
certain  of  the  defendants  to  pay  certain  sums  of  money  to  com- 
plainants on  or  before  June  1,  1921,  has  been  amended  to  be- 
come effective  July  1. 

The  order  entered  February  26,  1921,  in  No.  11158,  Dewey 
Portland  Cement  Co.  vs.  Director-General,  A.  T.  &  S.  F.  et  al., 
has  been  modified  so  as  to  permit  defendants  to  establish  rates 
in  compliance  therewith  on  not  less  than  five  days'  notice. 

A.  C.  Fonda's  application  for  a  modification  of  the  order  in 
No.  11764,  In  the  Matter  of  Intrastate  Rates  Within  the  State  of 
Texas,  so  as  to  permit  the  Houston  &  Brazos  Valley  Railway 
Company  to  establish  a  rate  of  $25  a  car  on  aH  freight  except 
sulphur  between  certain  stations  on  its  line,  has  been  denied  by 
the  Commission. 

The  St.  Paul  Association  of  Public  &  Business  Affairs  has 
been  permitted  to  intervene  in  No.  12507,  Carnation  Milk  Prod- 
ucts Co.  vs.  Director-General,  A.  T.  &  S.  F.  et  al. 

The  order  entered  December  29,  1920,  in  No.  10902,  E.  H. 
Edwards  vs.  Director-General.  A.  T.  &  S.  F.  et  al.,  has  been 
modified  so  as  to  become  effective  August  10  instead  of  July  10. 

The  order  entered  December  29,  1920.  in  No.  9560,  Meridian 
Traffic  Bureau  vs.  Southern  Ry..  Director-General,  et  al..  has  been 
modified  so  as  to  become  effective  August  1  instead  of  May  5,  on 
not  less  than  15  days'  notice. 

The  A.  C.  Smith  Corporation  has  been  permitted  to  intervene 
in  No.  12410,  Fageol  Motors  Co.  vs.  Director-General,  C.  M.  & 
St.  P.  et  al.,  and  No.  12410  (Sub-No.  1),  Moreland  Motor  Truck 
Co.  vs.  Director-General,  C.  M.  &  St.  P.  et  al. 

The  Texas  Gulf  Sulphur  Company  has  been  permitted  to  In- 
tervene in  No.  12773,  Union  Sulphur  Co.  vs.  Ahnapee  &  Western 
Ry.  Co.  et  al. 

Petitions  of  the  Chicago  &  Alton  Railroad  and  the  Spring- 
field Terminal  Railway  for  modification  of  the  Commission's 
order  of  January  11  in  No.  11703,  In  the  matter  of  intrastate 
rates  within  the  state  of  Illinois,  have  been  denied. 
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Tentative  Reports  of  the  Commission 


RATES,  INDIANA  TO  TWIN  CITIES 

Attorney-Examiner  W.  A.  Disque,  in  a  report  to  the  Com- 
mission on  No.  11388,  Public  Service  Commission  of  Indiana 
et  al.  vs.  Atchison,  Topeka  &  Santa  Fe  et  al.,  has  recommended 
a  holding  by  the  Commission  that  the  class  and  commodity  rates 
from  points  in  Indiana  to  St.  Paul  and  Minneapolis,  which  are 
much  higher  than  from  points  in  Illinois  and  points  on  the  west 
bank  of  the  Mississippi  in  Iowa  and  Missouri,  are  unreasonable 
and  unduly  prejudicial.  He  recommended  an  order  requiring 
the  removal  of  the  undue  prejudice  by  the  adoption  of  a  class 
scale  brought  forward  by  a  general  rate  committee  representing 
the  carriers,  modified  so  as  to  make  the  fourth  class  rate  in 
that  scale  fifty  per  cent  of  first  class  instead  of  only  44  per 
cent  of  first  class;  rates  from  St.  Louis  to  be  133 %  of  those 
from  Chicago.  He  said  that  if  the  committee  could,  it  should 
use  the  scale  prevailing  in  Illinois  instead  of  the  hybrid. 

Under  the  scale  recommended  the  relationship  of  classes 
would  be  100,  83.3,  66.5,  50,  33.5,  41.9,  33.5,  28.6,  23.2  and  22.2. 
The  rate  recommended  for  application  between  Chicago  and 
Twin  Cities  would  be  substantially,  although  not  exactly,  the 
same  as  the  class  scale  applicable  within  Illinois,  which  is  the 
scale  prepared  by  Disque  for  application  in  Central  Freight 
Association  territory.  In  the  C.  F.  A.  scale  the  relationship  is 
100,  85,  67,  50,  35,  40,  32.5,  28,  22.5  and  20  per  cent  of  first. 

Disque  said  that  it  was  desirable  that  the  scale  that  applied 
within  Illinois  should  be  put  to  use  in  making  rates  from  Indi- 
ana and  Illinois  to  the  Twin  Cities,  but  did  not  positively  recom- 
imnd  that  exact  uniformity,  for,  while  potential  water  compe- 
tition was  said,  in  the  Memphis-Southwestern  case,  to  be  no 
longer  a  controlling  factor  in  the  making  of  rail  rates,  the  fact 
is  the  carriers  in  the  territory  affected,  are  not  sure  that  they 
can  make  a  scale  that  wholly  disregards  the  possibility  of  com- 
petition. Disque  said  that  it  was  time  to  make  progress  toward 
greater  uniformity  and  consistency  in  rate-making;  antiquated 
adjustments  call  for  revision  and  that  methods  and  theories  that 
are  no  longer  tenable  and  conditions  that  no  longer  exist  should 
be  discarded. 

"The  railroads  should  be  treated  more  and  more  as  one  na- 
tional system,"  said  Disque.  "From  the  transportation  act  and 
all  the  incidents  and  circumstances  that  preceded  and  sur- 
rounded its  consideration  and  enactment  it  seems  clear  that 
Congress  intended  that  upon  the  resumption  of  private  control 
the  public  should  have  some  of  the  benefits  that  would  attend 
co-ordinated  management  and  operation.  Success  depends  upon 
the  carriers  lending  themselves  readily  to  a  proper  degree  of 
amalgamation,  and  welding  themselves  more  or  less  into  a  unit. 
Unification  for  certain  purposes,  to  a  far  greater  degree  than  in 
the  past,  is  necessary  to  meet  the  transportation  needs  of  the 
country.  A  constant  effort  toward  less  diversity  in  class  rela- 
tionships throughout  the  country  is  desirable." 

Under  the  scale  proposed  by  the  rate  committee  of  the  car- 
riers, the  first  class  rate  from  Chicago  to  Twin  Cities  would  be 
$1.01  and  from  St.  Louis  to  Twin  Cities  $1.35. 

But  under  that  scale  the  rates  from  Indiana  would  still  be 
higher  than  from  many  parts  of  Illinois,  because  there  are  few 
points  in  Indiana  which  have  rates  as  low  as  Chicago.  There- 
fore, he  said,  reductions  in  rates  from  Indiana  were  in  order. 
He  said  that  inasmuch  as  the  rates  from  Indiana  to  Twin  Cities 
are  but  little  lower  than  the  combinations  on  Chicago  and  that 
they  exceed  the  rates  proposed  by  the  carriers'  committee  was 
sufficient  to  warrant  the  condemnation  of  the  rates  from  Indiana 
points  outside  the  Chicago  district.  He  said  the  scale  afforded 
fair  basis  for  making  rates  from  Indiana,  especially  as  to  the 

five  classes.  He  said  that  Indiana,  like  Illinois,  should  be 
divided  into  about  five  zones,  for  the  making  of  rates  to  the 
northwest. 

On  the  items  in  which  there  is  keen  competition  between 

ma    and    Illinois,   Disque    said,   the  Western   Classification 

mid  be  extended  into  Indiana.     The  extension  of  the  whole 

iification,  he  said,  was  not  desirable  at  this  time    but  as  to 

ie  articles  on  which  there  is  keen  competition  that  is  the  only 

to  put  Indiana  and  Illinois  shippers  on  an  equality 

.Louis  shippers,  taking  note  of  the  fact  that  the  Indiana 
complainants  said  their  competition  was  with  Chicago    objected 
to  having  the  rates  from  St.  Louis  drawn  into  the  case     Disaue 
laid,  however,  that  while   the  competition  was  principally   be- 
ween  Chicago  and  points  in  Indiana,  there  is  competition  be- 
ll parts  of  the  territory  under  consideration,  hence  he 
made  his  report  cover  the  whole  of  it. 

Another  Related  Case 

n  al8°  Sla,de  a  report  on  a  closely  related  case,  No. 
Crosse  Shippers'  Association  vs.  Ann  Arbor  et  al     on 
•ing.    In  that  case  the  carriers  asked  for  a  modification  o£ 


the  holding  of  the  Commission  that  eastbound  class  rates  should 
be  the  same  as  westbound.  Disque  recommended  a  reiteration 
of  the  holding,  notwithstanding  the  fact  that  the  bulk  of  the 
traffic  is  westbound,  and  therefore  presumably  entitled  to  lower 
rates. 


ALLOWANCE  FOR  SPOTTING 

A  recommendation  that  the  complaint  be  dismissed  has  been 
made  by  Examiner  J.  Edgar  Smith,  in  a  tentative  report  on  No. 
11050,  Stewart  Iron  Co.,  Ltd.,  vs.  Pennsylvania  (Western  Lines), 
Director-General,  et  al.  The  report  also  covers  No.  11167,  Same 
vs.  Pittsburgh  &  Lake  Erie,  and  Director-General.  The  company 
alleged  that  since  June  1,  1917,  the  trunk  lines  had  paid  to  it, 
for  spotting  services  performed  by  it  with  its  own  power  in  con- 
nection with  inbound  and  outbound  carload  freight,  an  allowance 
of  86  cents  per  car,  which  was  less  than  actual  cost,  while  the 
same  trunk  lines  were  performing  with  their  power,  on  the  basis 
of  the  district  rates,  similar  service  for  complainants'  competitors 
located  at  Youngstown  and  Lowellville,  O.,  and  at  Sharpsville,  Pa. 
Upon  that  showing  of  facts,  the  complainant  contended,  that  the 
trunk  lines  thereby  subjected  it  to  the  payment  of  rates  which 
were  and  are  unjust,  unreasonable  and  unjustly  discriminatory, 
in  violation  of  the  interstate  commerce  and  the  federal  control 
acts. 

The  complainant  sought  orders  requiring  the  payment  of 
an  allowance  for  the  future  which  would  cover  the  reasonable 
cost  of  the  spotting  service,  except  on  ex-lake  iron  ore;  and  for 
the  payment  of  reparation  for  spotting  services. 

In  1916  the  complainant  appeared  before  the  Commission 
asking  for  reparation  for  services  for  transportation  similar  to 
that  which  it  now  performs.  In  that  case  the  Commission  held 
that  the  failure  of  the  trunk  lines  to  pay  an  allowance  subjected 
it  to  undue  prejudice  and  disadvantage,  and  that  it  was  entitled 
to  reparation  in  accordance  with  the  contract  of  November  28, 
1905,  providing  a  method  for  ascertaining  the  cost  to  complain- 
ant for  performing  the  spotting  service. 

This  case  has  been  twice  heard.  A  proposed  report  on  it 
was  submitted.  It  carried  criticisms  of  the  cost  ascertainment 
methods  used  and  proposed  an  order  of  dismissal.  The  com- 
plainant, therefore,  asked  for  further  hearing  so  as  to  have  an 
opportunity  to  make  explanations  and  to  correct  the  cost  state- 
ments then  in  the  record. 

The  recommendation  in  this  second  report  is  a  finding  that 
the  refusal  of  the  defendants  to  pay  complainant  more  than  the 
allowance  now  provided  for  by  tariff  had  not  been,  is  not,  and 
for  the  future  will  not  be,  unreasonable,  unjust  nor  unduly  preju- 
dicial. In  discussing  the  case,  Examiner  Smith  said  that  what 
the  complainant  wished  was  to  perform  the  spotting  service  at 
its  own  plant  and  to  be  compensated  therefor  by  the  carriers 
on  the  basis  of  its  costs  as  calculated  by  it.  He  said  the  testi- 
mony submitted  purporting  to  show  costs  ranging  from  $1.32 
of  $20.34  per  car  could  not  be  accepted  as  proving  what  its 
costs  actually  were  for  this  service  during  any  one  month. 


DEMURRAGE  CHARGES  ON  LUMBER 

A  finding  of  illegality  and  a  direction  to  refund  charges  have 
teen  recommended  by  Examiner  E.  L.  Gaddess  in  a  report  on 
No.  11881,  Krauss  Bros.  Lumber  Co.  vs.  Alabama  &  Mississippi, 
Director-General,  et  al.,  as  to  demurrage  and  reoonsignment 
charges  on  lumber  reconsigned  at  Meridian,  Miss.,  and  Jackson 
and  Chattanooga,  Tenn. 

The  shipments  moved  between  November  1, 1917,  and  January 
12,  1918.  The  lumber  was  billed  to  Meridian,  Jackson  and  Chatta- 
nooga before  the  ultimate  destination  was  known.  Prior  or 
subsequent  to  arrival  at  the  reconsigning  points  the  lumber  was 
sold  to  purchasers  at  destinations  in  Pennsylvania,  Kentucky, 
New  Jersey,  West  Virginia,  Ohio,  Indiana  and  New  York,  and 
orders  were  transmitted  to  the  railroads  directing  reconsign- 
ment  to  the  destinations.  These  orders  the  carriers  either  re- 
fused to  accept  or,  in  any  event,  to  comply  with  immediately, 
because  embargoes  were  in  effect  against  the  points  of  destina- 
tions from  the  points  of  shipment  and  from  the  reconsigning 
points.  Demurrage  was  assessed  at  the  reconsigning  points. 
>ome  of  the  lumber  was  unloaded  at  the  reconsigning  points 
but  most  of  the  shipments  were  held  in  cars,  and  finally  moved 
to  destination  as  the  embargoes  were  lifted  from  time  to  time. 
s  complainant  did  not  question  the  reasonableness  or 
isity  for  the  embargoes  but  contended  that  as  the  defendants 
made  no  provision  against  reconsignment  to  the  embargoes  points, 
t  ,  i«,e,n!i.°n  vf,-the  cars  was  due  to  the  inability  of  the  carriers 
iQia  i  obligations  imposed  in  the  tariffs.  On  January  13, 
18,  rules  prohibiting  reconsignment  when  in  conflict  with  em- 
bargoes became  operative. 
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Tin-  mil  roads  insisted  at  the  hearing  that  the  complainant 
knew  before  Hi,-  shipments  started  that  embargoes  were  In  ef- 
fect throughout  Hie  territory  In  question.  They  argued  that  as 
•hipmenta  nml,l  not  have  been  made  from  either  the  original 
luiiiii  or  locally  from  the  point  of  reconslgnment,  billing  of  the 
•hipmenta  to  the  reconslgnment  point  was  for  the  purpose  of 
trading  and  nullifying  the  embargo.  Complainant  admitted 
that  it  knew  that  embargoes  were  In  effect  throughout  the  terri- 
tory in  question,  but  stated  that  as  these  embargoes  were  con- 
stantly beiiiK  modified,  great  confusion  resulted;  that  it  was 
(liiliiuli  or  impossible  to  obtain  accurate  and  reliable  Informa- 
tion  from  the  railroads  as  to  the  nature  and  extent  of  the  em- 
liargoes;  that  many  points  were  open  and  that  at  the  time  ship- 
ments were  started,  it  could  not  have  known  that  the  final  des- 
tination would  be  under  embargo  or  was  at  the  time  the  ship- 
ment moved,  because  the  final  destination  was  not  known.  Com- 
plainant disclaimed  any  intention  on  its  part  to  evade  the  em- 
bargoes by  implication,  admitting  that  its  Intention  might  have 
a  bearing  upon  the  case.  It  further  stated  that  it  had  been 
its  practice  for  years  prior  to  the  period  these  shipments  were 
made  to  reconsign  at  these  same  points. 

Gaddess  said  that  the  tariffs  governing  reconsignment  did 
not  provide  for  assessment  of  demurrage  at  reconsignment  points 
in  the  event  of  embargoes.  He  said  also  that  the  tariffs  did 
not  provide  for  reconsignment  charges,  and  that  therefore  the 
charges  were  illegal  from  that  point  of  view. 

RATES  ON  GRAIN  AND  GRAIN  PRODUCTS 

Attorney-Examiner  M.  A.  Pattison  in  a  report  on  No.  10592, 
Arkansas  Jobbers'  &  Manufacturers'  Association  vs.  C.  R.  I.  &  P., 
Director  General,  et  al.,  has  recommended  a  holding  that  local 
rates  on  grain  and  grain  products  from  St.  Louis,  Cairo  and 
Thebes,  III.,  to  certain  points  in  Arkansas  were  unduly  preju- 
dicial prior  to  August  26,  1920.  He  also  recommended  minimum 
rates  from  the  points  of  origin  mentioned  to  Little  Rock,  Pine 
Bluff  and  Fort  Smith.  The  complaint  alleged  that  the  rates 
were  not  only  unreasonable,  but  unduly  preferential  to  shippers 
at  Little  Rock,  Pine  Bluff,  Fort  Smith  and  Memphis.  It  also 
al  lacked  as  unreasonable  and  unduly  prejudicial,  increases  in 
rates  on  coarse  grains  and  milled  products,  taking  the  same 
rates  to  the  level  of  the  rates  on  wheat  in  General  Order  28, 
but,  inasmuch  as  that  issue  had  been  decided  adversely  in  Na- 
tional Council  Farmers'  Association  vs.  Director-General,  56  I. 
".  C.,  399,  and  a  case  brought  by  the  complainant  in  this  case, 
i  I.  C.  C.,  662,  Pattison  gave  that  phase  of  the  complaint  no 
consideration  in  the  report  on  this  one.  The  complaining  points 
in  Arkansas  are  Arkansas  City,  Batesville,  Blytheville,  Calico 
Rock,  Camden,  Cotter,  De  Queen,  Dermot,  El  Dorado,  Eudora 
Fayetteville,  Fordyce,  Forrest  City,  Hamburg,  Hope,  Hot 
Springs,  Jelks,  Kensett,  Parkin,  Mena,  McGehee,  Monticello, 
Nashville,  Newport,  Osceola,  Prescott,  Rogers,  Siloam  Springs, 
Warren  and  Wynne. 

Pattison  recommended  a  finding  based  on  Arkansas  Job- 
bers' &  Manufacturers'  Association  vs.  Director-General  et  al., 
59  I.  C.  C.,  662,  that  the  local  rates  maintained  immediately  prior 
to  August  26,  1920,  on  grain  and  grain  products,  including  flour, 
were  unduly  prejudicial  to  those  localities  and  that  the  typical 
rales  hereinafter  set  forth,  increased  to  the  extent  authorized 
in  Ex  Parte  74,  would  be  reasonable  and  non-prejudicial  for  the 
future: 

'  From  St.  Louis  to  Blytheville,  21.5c;  from  Cairo  and  Thebes, 
19c;  Batesville  from  St.  Louis,  24c,  and  Cairo  and  Thebes,  21.5c; 
Fayetteville  from  St.  Louis,  27c,  and  from  Cairo  and  Thebes, 
24.5c;  from  St.  Louis  to  El  Dorado,  32c;  Cairo  and  Thebes,  29.5c 
per  100  pounds. 

The  examiner  said  that  the  Commission  should  find  that  the 
local  rates  on  the  same  commodities  from  St.  Louis,  Cairo  and 
Thebes  to  Little  Rock,  Pine  Bluff  and  Fort  Smith  were  unduly 
preferential  and  that  reasonable  and  non  preferential  minimum 

s  for  the  future  will  be  the  following,  increased  in  accord- 
ance with  Ex  Parte  74:  From  St.  Louis  to  Little  Rock,  26c; 
Pino  Bluff.  28c.  and  Fort  Smith,  29c;  from  Cairo  and  Thebes  to 
Kittle  Rock,  23.5c:  Pine  Bluff,  25.5c,  and  Fort  Smith,  26.5c. 

The  examiner  said  that  the  record  did  not  afford  a  basis 
for  a  readjustment  of  the  rates  from  Kansas  City  to  the  points 
named  in  the  complaint. 


DEMURRAGE   PROPERLY  ASSESSED 

Examiner  C.  I.  Kephart,  in  a  report  on  No.  12136,  Baltimore 
Trust  Co.  et  al.  vs.  Director-General,  has  recommended  a  holding 
that  the  demurrage  charges  on  14  carloads  of  coal  and  other 
commodities  received  at  the  plant  of  the  Hess  Steel  Corporation 
at  Baltimore  in  May,  June  and  July,  1918,  were  properly  assessed 
and  not  unreasonable,  the  record  showing  that  the  railroads 
were  prepared  to  place  the  cars  on  the  tracks  of  the  steel  com- 
pany and  were  prevented  only  by  the  disability  of  the  shipper. 
Kephart,  therefore,  has  recommended  dismissal. 


on  No.  I2o!i!».  St,,.-k  FaniiH.  Inc  .  VM,  Krlfl  et  al., 

as  to  sixth  class  rates  of  r,.g  and  6.r,  cents  per  100  pouniln.  on 
ashes,  from  I'aierson,  N.  .!.,  to  Goshon,  N.  V.,  during  federal 
control.  He  said  the  returnable  rate  would  li  79  cents 

per  net  ton  and  recommended  reparation  to  that  basis. 

RATING  ON   ROLLER  CHAIN   IN   BAGS 
A   rating  of  second   class  In  lens   than  carloads  and   fourth 
claws  In  carloads  has  been  recommended  by  Examiner  n,-n: 
Keene,  In  a  report  on  No.  12032.  Link  Ilelt  Co.  et  al.  VH.  I1    • 
&  St.  L.  et  al.,  for  machine-flnlshed  Hteel   roller  rliain,  In  bag*. 
At  present  there  Is  no  rating  on  that  kind  of  chain.  In  DECK. 
Ratings  for  other  kinds  of  chain  are  second  and  fourth,  In  bar- 
rels and  boxes.     Under  rule  6,  section  3  (c),  of  Official  and  ( 
solidated  classifications,  the  machine-finished  roller  chain  in  bags 
takes  first  and  1%  times  first.    Keene's  recommendation  Is  ; 
the  Commission  condemn  the  failure  of  the  carriers  to  provide 
specific  ratings,  which  failure  results  in  first  and  higher  than 
first  being  imposed  on  the  manufacturers  who  desire  to  ship  the 
machine-finished  chain    in    bags.    His  recommendation   Is  that 
second  and  fourth  be  given. 


RATES  ON  FIRE  CLAY  FROM  MOXAHALA,  O. 
Examiner  J.  Edgar  Smith,  in  a  report  on  No.  11843,  Central 
Refractories  Co.  vs.  Toledo  &  Ohio  Central  et  al.,  has  recom- 
mended a  finding  of  unreasonableness  and  an  award  of  reparation 
as  to  rates  on  fire  clay  from  Moxahala,  O.,  to  New  Lexington 
and  Shawnee,  O.,  from  January  1,  1918,  to  August  28,  1919.  He 
recommended  30  cents  to  New  Lexington  and  40  to  Shawnee  as 
being  reasonable,  with  reparation  down  to  the  basis  of  those 
rates.  Varying  rates  were  charged  in  the  period  embraced  in 
the  complaint,  some  of  them  running  as  high  as  90  cents  and 
$1  per  net  ton. 


GASOLINE  FROM  WEST  TULSA,  OKLA. 
Pj'xaminer  Henry  C.  Keene,  in  a  report  on  No.  12143,  Gulf 
Refining  Co.  of  Louisiana,  in  behalf  of  Union  Petroleum  Co. 
of  Philadelphia,  vs.  St.  I.ouis-San  Francisco  et  al.,  has  recom- 
mended a  holding  that  a  rate  of  50  cents  on  six  tank  cars  of 
gasoline  from  West  Tulsa,  Okla.,  in  September,  1915,  to  Avon- 
dale,  La.,  subsequently  re-forwarded  to  Gretna,  La.,  for  export, 
was  unreasonable  because  and  to  the  extent  that  it  exceeded 
33  cents.  He  recommended  reparation. 


RATES  ON  BLOCKS  AND  SHAFTS 

A  holding  of  unreasonableness  and  an  order  of  reparation 
have  been  recommended  by  Examiner  Henry  C.  Keene  in  a  re- 
port on  No.  12126,  Parkersburg  Rig  and  Reel  Co.  vs.  B.  &  O. 
et  al.,  as  to  rates  on  carloads  of  steel  crown  blocks  and  steel 
bull  and  calf  wheel  shafts  from  Parkersburg,  W.  Va.,  to  Eastland 
and  Ranger,  Tex.  Keene  recommended  a  holding  that  the  rates 
assessed  were  unreasonable  because  and  to  the  extent  that  they 
exceeded  those  contemporaneously  in  effect  on  mixed  carloads 
of  oil-well  supplies. 

The  examiner  said  that  while  the  complainant  had  not  asked 
for  relief  for  the  future,  the  carriers  should  change  their  tariffs 
to  conform  to  the  findings  proposed. 


RATES   ON   CEDAR   SHINGLES 

In  a  report  by  Attorney-Examiner  W.  A.  Disque  on  No. 
12094,  Bloedel-Donovan  Lumber  Mills  et  al.  vs.  Ann  Arbor,  Di- 
rector-General, et  al.,  the  Commission  has  been  advised  that.  In 
accordance  with  its  decision  in  West  Coast  Lumbermen's  Asso- 
ciation vs.  A.  &  W.,  44  I.  C.  C.  443,  it  should  hold  that  65  cents, 
instead  of  67  cents,  would  have  been  the  reasonable  rate  on  cedar 
shingles,  carloads,  from  points  of  origin  in  Washington,  Oregon 
and  British  Columbia  to  Chicago,  St.  Louis  and  points  in  Illinois, 
Iowa,  Indiana,  Michigan,  Missouri  and  Wisconsin.  He  also  rec- 
ommended reparation  to  that  basis. 


RATES  ON   NEW  EMPTY  TANK  CARS 

Examiner  Howard  Hosmer  has  recommended  dismissal  of 
No.  12055,  Procter  &  Gamble  Co.  vs.  Director-General,  as  agent, 
on  a  holding  that  the  charges  for  the  transportation  of  new 
empty  tank  cars  moving  on  their  own  wheels  from  Milton,  Pa., 
to  various  points  in  North  and  South  Carolina,  computed  at  tit- 
rating provided  in  Southern  Classification,  were  illegal  to  the 
extent  that  they  exceeded  the  charges  that  would  have  accrued 
at  the  lowest  combination  of  Official  and  Southern  Classification 
ratings.  Hosmer  recommended  an  order  directing  refund  of 
overcharges. 


REPARATION    RECOMMENDED 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  C.  I.  Kephart  in  a  report 


RATES  ON  EXPORT  FLOUR 

A  finding  of  unreasonableness  and  an  order  of  reparation 
have  been  recommended  by  Examiner  J.  P.  McGrath  in  -No. 
12152.  The  H.  D.  Lee  Flour  Mills  et  al.  vs.  Director-General,  as 
agent.  The  carriers  assessed  rates  on  wheat  from  points  in 
Kansas  milled  at  Salina  and  thence  forwarded  as  flour 
Orleans  and  Galveston  for  export,  routed  via  Kansas  City,  be- 
(Continued  on  page  1207) 
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U.  S.  SUPREME  COURT  DECISIONS 


LIABILITY  FOR  CABLE  ERROR 

"The  limitation  of  liability  was  an  inherent  part  of  the  rate," 
said  Associate  Justice  Brandeis,  in  delivering  the  opinion  of  the 
U.  S.  Supreme  Court,  June  1,  in  No.  491,  Western  Union  Tele- 
graph Company  vs.  Esteve  Bros.  &  Co.  The  court  reversed  the 
U.  S.  Circuit  Court  of  Appeals  for  the  Fifth  Circuit  for  sustain- 
ing a  judgment  for  $31,095  against  the  telegraph  company  for 
loss  incurred  due  to  an  error  in  the  transmission  of  a  cable.  The 
cable  was  sent  at  the  unrepeated  rate  and  the  court  sustained 
the  contention  of  the  telegraph  company  that,  under  its  tariff 
filed  with  the  Interstate  Commerce  Commission,  its.  liability  was 
limited  to  the  amount  of  the  tolls  accruing  to  it  for  transmis- 
sion of  the  message. 

The  message  was  an  unrepeated  cable  from  Barcelona,  Spain, 
to  Esteve  Bros.  &  Co.,  at  New  Orleans,  La.  The  error  occurred 
in  the  transmission  from  New  York  to  New  Orleans,  via  land. 
The  cable  directed  the  sale  for  future  delivery  of  2,000  bales  of 
cotton  and  the  error  caused  a  loss  of  $31,095,  it  was  alleged.  The 
Court  said  the  repeated  rate,  offering  greater  accuracy  and 
greater  liability  in  case  of  error,  was  open  to  everyone  who 
wished  to  pay  the  extra  amount  for  the  extra  security  but  that 
the  claimants  had  not  availed  themselves  of  that  rate. 


PENALTY  FOR  NON-PAYMENT  OF  WAGES 

"The  purpose  for  which  the  government  permitted  itself  to 
be  sued  was  compensation,  not  punishment,"  said  the  U.  S.  Su- 
preme Court,  in  reversing  the  Supreme  Court  of  Arkansas  in  No. 
252,  Missouri  Pacific  and  Director-General  Hines  vs.  H.  A.  P.  Ault, 
in  which  the  lower  court  had  sustained  a  judgment  against  the 
Director-General,  under  a  state  statute  providing  for  assessment 
of  penalties  against  carriers  in  certain  instances. 

The  Arkansas  law  provides  that  whenever  a  railroad  com- 
pany or  receiver  operating  a  railroad  shall  discharge  an  employe 
with  or  without  notice,  it  shall  pay  him  his  full  wages  within 
seven  days  thereafter,  and  that,  if  payment  is  not  made  then,  as 
a  penalty  for  such  non-payment  the  wages  of  the  employe  shall 
continue  from  the  date  of  the  discharge  at  the  same  rate  till 
paid. 

Ault  was  discharged  by  the  Missouri  Pacific  and  brought  suit 
in  a  justice  of  the  peace  court  in  August,  1918,  against  that  road 
to  recover  his  wages  and  the  penalty  under  the  law.  He  got  judg- 
ment by  default.  The  company  appealed  to  the  circuit  court  and 
in  June,  1919,  moved  that  the  Director-General  be  substituted  as 
defendant.  The  court  declined  to  grant  that  motion  but  made 
the  Director-General  a  joint  defendant.  Judgment  was  entered 
against  the  Director-General  for  a  penalty  of  $390  and  wages  of 
$50.  The  wage  payment  was  not  contested  but  the  penalty  was. 
The  highest  state  court  sustained  the  lower  court  findings  in 
favor  of  the  employe. 

The  U.  S.  Supreme  Court  said  there  was  nothing  in  the  fed- 
eral control  act  authorizing  a  suit  against  the  government  for  re- 
covery of  a  penalty.  The  Director-General  had  contended  that 
the  state  statute  was  void  as  applied  to  him.  The  Court  also 
referred  to  Order  No.  8  issued  by  the  Director-General,  to  the 
effect  that  as  penalties  could  not  be  imposed  on  the  government, 
the  Railroad  Administration  would  see  that  penalties  for  infrac- 
tion of  laws  would  be  imposed  on  the  individuals  responsible  for 
such  infraction. 

The  same  question  was  raised  in  No.  223,  Norfolk  Southern 
Railroad  Co.  vs.  M.  R.  Owens.  In  this  case  the  Court  reversed  the 
Supreme  Court  of  North  Carolina,  citing  the  case  referred  to 
above.  A  penalty  had  been  assessed  against  the  Norfolk  South- 
ern, March  27.  1918,  for  alleged  undue  delay  in  making  delivery 
of  an  intrastate  shipment.  The  same  reasoning  applied  to  that 
case  as  in  the  Ault  case,  the  Court  said. 


LIABILITY  FOR  LOSS  ON  SIDING 

The  Supreme  Court  of  Mississippi  was  affirmed  by  the  U  S 
Supreme  Court,  June  1,  in  a  decision  on  No.  216,  Yazoo  &  Mis- 
sissippi Valley  Railroad  Co.  et  al.  vs.  Nichols  &  Co  the  finding 
of  the  lower  court  that  the  carrier  was  responsible  for  the  loss 

1  bales  of  cotton  being  sustained 

In  November,  1917.  the  carrier  issued  to  Nichols  &   Co    a 

bill  of  lading  for  31  bales  of  cotton  which  had  been  loaded  into 

BOX  car  at  Alligator,  Miss.,  for  shipment  to  Memphis    Tenn 

(pfoie  the  car  wag  attached  to  an  engine  or  cars    it  was  de- 

tlu>°  kT1  ^  flfe'     The  8h'pper  8Ued  in  a  8tate  court  to  recover  for 

The  carrier  asserted   that  under   the  terms   of  the  bill  of 

[ding  it  was  relieved  from  liability  because,  under  the  second 

?  of  the  last  paragraph  of  section  5  of  the  uniform  bill  of 

K  provision  was  made  that  the  property  should  be  at  the 

k  where  there  was  no  regularly  appointed  agent  until 


the  car  was  attached  to  a  train.  The  shipper  contended  that 
there  was  a  regularly  appointed  agent  at  Alligator  and  that  the 
car  stood  on  part  of  the  carrier's  terminal  and  not  a  private 
siding. 

The  Mississippi  Supreme  Court  held  that  the  clause  in  ques- 
tion applied  only  to  stations  where  there  is  no  regularly  ap- 
pointed agent.  The  U.  S.  Supreme  Court  said  it  believed  this 
was  a  correct  construction  of  the  clause  in  issue.  It  said  it 
could  not  have  been  intended  that  at  stations  where  there  are 
regularly  appointed  agents  outgoing  loaded  cars  for  which  bills 
of  lading  have  been  issued  and  are  left  standing  on  a  siding  for 
the  carrier's  convenience  are  to  be  at  the  risk  of  the  shipper. 


CARRIER'S  LIABILITY  AFTER  DELIVERY 

With  Justice  McReynolds  in  a  dissenting  opinion,  the  U.  S. 
Supreme  Court,  June  1,  affirmed  the  Supreme  Court  of  Illinois 
in  No.  299,  Michigan  Central  vs.  Mark  Owen  &  Co.,  for  holding 
the  carrier  responsible  for  the  loss  of  part  of  a  shipment  of 
grapes,  from  a  car  in  Chicago,  after  the  car  had  been  accepted 
and  opened  by  Owen  &  Co. 

The  action  was  begun  in  the  municipal  court  of  Chicago, 
recovery  being  sought  for  the  alleged  loss  of  126  baskets  of 
grapes  from  four  carload  lots.  The  municipal  court  found 
against  Owen,  the  appellate  court  of  the  first  district  of  Illinois 
reversed  the  decision  and  the  state  supreme  court  affirmed  the 
district  court. 

On  the  arrival  of  each  car  in  Chicago  on  a  public  delivery 
track,  notice  was  given  and  Owen  accepted  each  car,  breaking 
the  seals.  At  the  time  unloading  was  started  by  Owen  each 
car  contained  the  number  of  baskets  of  grapes  received  for 
transportation.  The  loss  occurred  after  acceptance  of  the  cars 
and  after  unloading  had  commenced. 

The  Court  said  the  question  was  whether  the  railroad  com- 
pany was  liable  for  the  loss  and  in  what  capacity — whether  as 
carrier  or  warehouseman,  or  at  all.  The  answer,  it  said,  de- 
pended on  the  construction  to  be  given  the  first  paragraph  of 
section  5  of  the  bill  of  lading,  stipulating  that  property  not  re- 
moved by  party  entitled  to  receive  it  within  48  hours,  exclusive 
of  legal  holidays,  after  notice  of  its  arrival  has  been  duly  sent 
or  given,  may  be  kept  in  car,  depot  or  place  of  delivery  of  the 
carrier,  subject  to  a  reasonable  charge  for  storage  and  to  car- 
rier's responsibility  as  warehouseman  only,  or  that  it  may  be, 
at  the  option  of  the  carrier,  removed  to  and  stored  in  a  public 
or  licensed  warehouse,  at  cost  of  owner,  and  there  held  at 
owner's  risk  and  without  liability  on  the  part  of  the  carrier,  and 
subject  to  a  lien  for  all  freight  and  other  lawful  charges,  includ- 
ing a  reasonable  charge  for  storage. 

The  Court  said  the  question  was  as  to  the  relation  of  the 
carrier  to  the  shipments  involved  within  the  48  hours  at'tor 
notice  was  given  of  the  arrival  of  the  shipments.  Owen  con- 
tended the  company,  during  the  48  hours  after  notice  was  given, 
was  responsible  as  carrier.  The  company  contended  it  was 
neither  liable  as  carrier  nor  warehouseman — not  as  carrier  be- 
cause the  shipment  had  been  delivered  and  accepted,  and  not 
as  warehouseman  because  no  negligence  was  shown. 

The  state  supreme  court  held  against  the  railroad.  Owen 
withdrew  his  claims  as  to  losses  from  three  of  the  cars,  and 
the  issue  was  confined  to  the  loss  of  31  baskets  from  one  car 
which  was  unloaded  within  the  48  hours  after  notice  of  arrival. 

Justice  McKenna,  who  delivered  the  opinion,  said  the  prop- 
erty involved  had  not  been  delivered,  but  only  that  access  was 
given  to  it  that  it  might  be  removed,  and  48  hours  were  given 
for  that  purpose.  Pending  that  time,  he  said,  the  property  was 
in  the  custody  of  the  railroad  company,  which  had  the  same 
relation  to  it  in  that  period  that  it  acquired  by  its  receipt  and 
transportation  thereof. 

Justice  McReynolds,  in  his  dissent,  said  the  fair  inference 
from  the  stipulated  facts  in  the  case  was  that  the  consignee 
received  possesion  and  control  of  his  goods  before  the  loss  oc- 
curred. 

"It  is  not  good  reasoning  to  conclude  that,  because  an  ex- 
treme limit  is  placed  upon  the  time  during  which  freight  may 
remain  in  a  car  without  charge,  therefore  the  carrier's  liability 
as  an  insurer  continues  during  such  time,"  said  he. 

RAILROAD  WAGES  CUT 

Contrary  to  the  general  expectation,  the  wage  reductions  for 
railroad  employes  contained  in  decision  No.  147,  of  the  United 
States  Railroad  Labor  Board,  announced  June  1,  which  are  to  be 
made  effective  July  1,  are  not  made  on  a  flat  percentage  basis. 
Specific  reductions  are  set  forth  for  application  to  the  various 
skilled  and  unskilled  crafts,  these  reductions  in  many  cases 
amounting  to  considerably  more  than  the  10  or  12  per  cent  which 
labor  leaders  had  indicated  they  were  willing  to  accept. 

Although  in   the  case  of  shop  employes,   telegraphers,  and 

agents,   the   reductions   are   substantially  10   per  cent,  in   many 

other  instances  they  are  15  per  cent  or  more,  notably  on  main- 

>nance  of  way  and  unskilled  forces,  about  which  the  bitterest 

controversy  raged,  where  they  are  in  general  around  20  per  cent. 

In  its  decision,  the  board  carefully  explains  the  considera- 
tions which  led  to  the  reductions.  It  states  that  decision  No.  2, 
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i.l  .lul>.   l:»-".  "herein  wages  weie  increased,  "wan  rendered  lit  a 

M  dl  inflation,  rising  prices,  iiiul  high  costs  of  living,"  nnd 
that  "we  now  Mud  ourselves  In  a  period  of  readjustment  to  which 
all  interests  sooner  or  later  must  conform." 

Kurt  her.  tin'  decision  says,  the  board  "finds  that  there  has 
g  a  decrease  in  the  cost  of  living,"  and  also  "that  the  scale 
of  wanes   for  similar  kinds  of  work  in  other  industries  has,  In 
general,  heen  decreased." 

Kvidently  the  board  had  in  mind  the  possibility  of  helping 
business  generally  through  a  reduction  in  railroad  wages.  11 

,  pains  lo  make  itself  clear  on  this  point  by  saying:  "What- 
ever  may  be  said  as  to  the  origin  or  contributing  causes,  then 
has  been  and  is  a  marked  and,  to  some  extent,  distressing  and 
disasi ions  depression  in  business  and  industry  affecting  the  en- 
tire  country  and  some  lines  of  production  most  seriously.  As  a 
result,  heavy  financial  losses  have  been  suffered  and  many  hun- 
dreds of  thousands  tin  own  out  of  employment  and  deprived  of 
all  wanes,  and  this  loss  of  purchasing  power  by  them  has  in  turn 

h •rated  i  lie  general  depression  by  reducing  the  demand  for 
the  products  i  hey  would  otherwise  have  purchased.  While  it 
lias  been  nmued  that  the  fall  in  prices  has  not  reached  to  any 
lame  extent  the  consumer,  it  has  without  question  most  disas- 
trously readied  and  affected  the  producers,  especially  some  lines 
of  manufacture  and  the  agricultural  classes. 

"It  should  be  recognized  by  all  that  the  problem  before  us 
is  chiefly  an  economic  one,  and  we  are  all  confronted  by  adverse 

troublesome  conditions  which  everyone  must  help  solve.  It 
should  not  be  looked  upon  as  a  struggle  between  capital  and 
labor,  or  the  managements  and  the  employes." 

The  decision  affects  72  class  I  railroads  and  their  subsidiary 
lines,  and  31  railroad  labor  organizations.  Not  all  the  roads  had 
disputes  with  all  the  organizations,  however. 

A  summary  of  the  decreases  is  as  follows: 

Clerical  and  station  forces,  from  5  to  13  cents  per  hour; 
maintenance  of  way  and  structural  and  unskilled  forces,  3  to  10 
cents  per  hour:  shop  employes,  8  cents  per  hour;  telegraphers, 
ti  lephoners  and  agents,  5  and  6  cents  per  hour;  engine  service 
employes,  .48  to  .64  cent  per  mile,  48  to  64  cents  per  day,  and  8 
cents  per  hour;  train  service  employes,  60  to  64  cents  per  day, 
.64  cent  per  mile,  and  $18  per  month;  stationary  steam  engine 
and  boiler  room  employes,  6  to  8  cents  per  hour;  signal  depart- 
ment employes,  6  to  8  cents  per  hour;  floating  equipment  em- 
ployes, wages  set  at  from  $125  to  $200  per  month;  supervisory 
forces,  reduction  6  to  8  cents  per  hour. 

Employes   classed   as   miscellaneous  are  to  be  reduced     an 
amount  equal  to  the  decreases  made  for  analagous  classes."  ' 
wages  of  officials  are   not  affected   by   the   decision,  only   those 
classed  by  the  transportation  act  and  the  Commission  as  "sub- 
ordinate officials"  being  included. 

Disputes  arising  as  to  the  interpretation  of  the  decisioi 
which  cannot  be  decided  in  conference  are  to  be  referred  to  the 
board  for  settlement. 

Hearing  on  wage  disputes  which  have  arisen  since  the  opei 
ing  of  the  hearing  of  Docket  No.  353,  on  which  this  is  the  de- 
cision, will  begin  June  6.     It  is  the  board's  intention  to  render  a 
decision  in  these  cases  so  that  it  can  be  put  into  effect  on  July 

In  a  memorandum  regarding  the  decision,  issued  June  1,  the 
board  had  the  following  to  say: 

"As  a  result  of  wage  orders  issued  by  the  Director-General 
during  the  period  of  government  control,  the  wages  of  railway 
employes  were  increased  from  an  average  of  $78  per  month 
December,  1917,  to  $116  per  month  in  January,  1920,  or  about  ' 
per  cent.    The  Railroad  Labor  Board  handed  down  a  decision  et- 
fective  May  1,  1920,  which  increased  the  wages  approximately  i 
per  cent,  or  to  an  average  of  $141  per  month.     After  this  latt< 
increase  the  railway  workers  were  receiving  an  average  inci 
of  81   per  cent  more  than  they  were  receiving  prior  to  federal 
control,  and  about  10  per  cent  of  them,  chiefly  the  lower  paid,  un- 
skilled workers,  had  received  increases  in  excess  of  100  per  cent. 

"The  decision  handed  down  June  1  provides  for  reducti 
of  something  over  12  per  cent  in  present  wages.     Because  o 
tact   that  all   employes   in   service  of  carriers   involved   are 
included,  it  is  difficult  to  estimate  the  actual  amount  of  decrease, 
bul   if  applied  to  all  employes  of  all  Class  I  carriers  included 
r.ejo  increases  the  aggregate  reduction  would  be,  approximately, 
$400.000,000  per  annum. 

"General  reductions  in  wages  as  above  outlined  would  estab- 
lish an  average  monthly  wage  of  about  $125  for  all  employes,  but 
such  an  average  means,  of  course,  that  while  some  workers  would 
earn  a  sum  considerably  In  excess  of  the  monthly  amount  stated, 
many  thousands  would  fall  far  short  of  that  figure." 


EXPRESS  COMPANY  SEEKS  WAGE  CUT 
Alter  failing  to  reach  an  agreement  with  delegates  repre- 
senting over  80,000  employes,  regarding  a  proposed  wage  reduc- 
tion, the  American  Express  Company  placed  the  dispute  in  the 
hands  of  the  Labor  Board,  May  27.  An  increase  of  approximately 
25  per  cent  was  granted  the  workers  by  the  board  in  August, 
1920,  and  the  company  now  wishes  to  revert  to  the  scale  in  effect 
iicfore  that  increase.  The  employes  have  declined  to  accept  any 
reduction. 
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The  effect  of  the  tale  Incipuen  under  Kx  Parte  74  on  MM- 
movement  of  coal,  lumber,  grain,  fruits  and  vegetable*,  sand, 
gravel  and  crushed  rock,  cement,  brick  and  planter,  and  live  stock 
was  discussed  by  Mr.  Chaml"  i  s.  vice  pre.nident  of  the  Santa  Fr. 
before  the  Senate  committee.  May  27.  At  the  concluBlon  of  the 
hearing  that  day  adjournment  was  tiiken  until  May  31  when  Mi 
Chambers  resumed  the  reading  of  his  statement. 

"Coal  and  coke."  said  Mr  Chambers.  "in  round  figure*,  fur- 
nish 40  per  cent  of  the  commercial  tonnage  moved  by  the  rail- 
roads of  the  United  States.  1  have  seen  no  direct  statement  that 
the  movement  has  been  prevented  by  the  increased  rates. 

"The  movement  of  coal  and  coke  for  each  quarter  of  1920, 
during  the  last  of  which  quarters  the  higher  rates  were  in  effect, 
was  as  follows: 

2nd  tiiiaiti-i. 

ton* 

83,152.797 
I..VI7 
6,032.  2:,r, 

"The  freight  rate  does  not  show  any  unreasonable  relation 
to  the  delivered  price,  and  it  cannot  be  shown  that  in  any  of  the 
territories  it  is  preventing  the  resumption  of  Industrial  opera- 
tions or  otherwise  prohibiting  movement,  as  the  foregoing  figures 
indicate.  While  the  rates  on  coal  as  well  as  the  price  thereof 
are  low  in  comparison  with  those  on  many  other  commodities, 
the  percentage  relation  of  the  rate  on  coal  to  the  delivered  price 
must  necessarily  be  greater  than  with  respect  to  articles  of  higher 
value.  Fluctuations  in  the  price  of  bituminous  coal  during  the 
past  two  or  three  years  have  ranged  greater  than  the  entire 
freight  rate.  The  cartage  charged  and  the  charge  from  the  pave- 
ment to  the  cellar  in  the  principal  cities  in  the  eastern  section  are 
frequently  as  great  as  the  average  freight  charge." 

Taking  up  lumber,  Mr.  Chambers  said: 

'The  principal  sources  of  supply  of  lumber  in  this  country  are 
the  Southern  and  Gulf  states  and  the  Pacific  Coast  states.  The 
rates  as  increased  by  Ex  Parte  74  from  Pacific  Coast  territory  to 
Chicago  and  West  were  recently,  after  several  conferences  be- 
tween shippers  and  carriers,  readjusted  to  fit  competitive  com- 
mercial conditions  by  reducing  the  rate  to  Chicago  and  to  the 
Mississippi  River  from  80  cents  per  hundred  to  73  cents,  and  to 
Kansas  City  and  Omaha  from  73  cents  to  66%  cents,  the  rate  to 
St.  Paul  and  Minneapolis  remaining  unchanged  at  66%  cents. 
From  the  producing  territory  intermediate  to  the  Pacific 
Coast  the  recognized  relationships  which  had  been  thrown  out 
of  line  by  the  percentage  increase  were  restored.  This  adjust- 
ment is  reasonably  satisfactory  to  the  interested  shippers,  and 
lumber  is  moving  under  the  rates  to  the  extent  the  markets  will 
take.  The  reports  received  indicate  that  the  Pacific  Coast  lumber 
shippers  are  rather  disappointed  in  the  effect  the  reduced  rate 
had  upon  the  movement.  It  is  no  better  now  than  it  was  before 
the  rates  were  reduced.  The  Southern  and  Gulf  lumber  shippers 
advise  of  a  slight  improvement  in  the  demand,  but  generally  the 
conditions  in  the  common  markets  are  the  same  in  respect  to  the 
Southern  and  Gulf  lumber  as  prevail  on  the  Pacific  Coast  lumber. 

"There  was  also  complaint  from  the  Pacific  Coast  and  interior 
lumber  manufacturers  with  respect  to  the  disadvantage  at  which 
they  claimed  to  be  placed  in  seeking  business  in  the  eastern  terri- 
tory. Their  complaint  was  largely  confined  to  the  advance  of 
rates  to  markets  east  of  the  Mississippi  River  and  north  of  the 
Ohio.  The  advance  in  rates  on  a  percentage  basis  disturbed  the 
relationships  that  had  prevailed.  Conferences  between  traffic 
representatives  of  interested  railroads  and  the  lumber  shippers 
have  been  held  looking  to  a  satisfactory  rate  adjustment  to  their 
territory. 

"After  rates  from  the  Pacific  Coast  states  were  readjusted  the 
Southern  and  Gulf  states  asked  for  similar  action  to  territory 
Chicago  and  WesX  or  for  an  adjustment  that  would  leave  their 
rates  in  cents  per  hundred  pounds  below  the  rates  from  the  I'a- 
cific  Coast  to  the  extent  that  they  were  lower  as  a  result  of  the 
Ex  Parte  74  percentage  increases.  This  request  is  now  under 
consideration  by  the  interested  railroads.  Several  conferences 
have  already  been  had  with  shippers,  and  while  no  conclusion  has 
yet  been  reached,  it  is  safe  to  say  that  some  readjustments  will 
be  made.  The  Southern  and  Gulf  states  lumber  shippers  reach 
the  Chicago  market  today  at  a  rate  of  44  cents  per  hundred.  Mis- 
sissippi River  at  36  cents  per  hundred,  and  Kansas  City  39  cents 
per  hundred,  and  Omaha  42.5  cents.  No  claim  has  been  made  by 
these  southern  shippers  that  the  increased  rates  prohibit  the 
movement  of  lumber.  Their  request  is  for  a  readjustment  of  their 
rates  based  on  what  they  consider  competitive  commercial  con- 
ditions. 

"The  average  revenue  per  ton  from  lumber  for  the  I'nited 
States  as  a  whole  is  at  present  about  $">.'.'". 

"The  movement  in  tons  of  forest  products  for  each  quarter  of 
1920,  during  the  last  of  which  quarter  the  higher  rates  were  in 
effect,  was  as  follows: 


Si   <   , 

Tl.lnl    .nmrtiT 
Fourth   quarter 


Ton*. 
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"The  shipments  for  the  first  four  months  of  1921  were  as  follows: 

Carloads 

From  the  North  Pacific  Coast 15'S?? 

From    the   Southern   and   Gulf  States 42,94 

Krom  the   Intermediate  North  Pacific  Coast  producing  points...   5,798 
I •Y..III    Oiliforniu     2.708 

"Figures  for  the  month  of  April  so  far  received,  indicate  that 
(ho  lumber  business  In  all  sections  is  improving. 

"The  foregoing  consideration  of  the  facts  shows  that  the  ad- 
vance in  Ex  Parte  74  did  not  prohibit  the  movement  of  lumber, 
and  this  view  is  confirmed  by  recent  editorials  in  the  American 
Lumberman  and  the  Mississippi  Valley  Lumberman,  representing 
the  lumber  interests." 

In  response  to  questions  by  Senator  Kellogg,  Mr.  Chambers 
said  the  last  rate  he  had  heard  of  on  lumber  from  Pacific  coast 
points  to  Baltimore  by  water  was  ?15  per  thousand  while  the 
rail  rate  was  $26.  He  said  the  railroads  did  not  expect  to  meet 
the  water  rate  but  that  they  did  expect  to  make  such  a  readjust- 
ment that  a  certain  proportion  of  the  lumber  traffic  would  move 
by  rail  from  the  west  to  the  east.  He  said  the  advantages  of  rail 
movement  over  water  movement  entered  into  the  situation  and 
that  the  carriers  expected  to  get  their  share  of  the  traffic  and 
that  they  would  get  more  than  the  out-of-pocket  cost  for  handling 
tin*  traffic.  It  had  been  figured,  he  said,  that  a  rate  of  95  cents 
a  hundred  pounds  would  give  the  railroads  a  reasonable  share  of 
the  lumber  traffic  from  western  producing  points  to  Trunk  Line 
territory. 

Senator  Fernald,  of  Maine,  asked  whether  a  car  of  canned 
goods  could  not  be  shipped  from  Portland,  Me.,  to  the  Pacific 
coast  and  back  to  Salt  Lake  City,  cheaper  than  from  Portland 
direct  to  Salt  Lake  City.  Mr.  Chambers  said  there  were  "no 
such  rates  now." 

Rates  on  Grain 

Discussing  rates  on  grain,  Mr.  Chambers  said: 

"Knowing  that  on  account  of  the  delicacy  of  the  grain-rate 
adjustment  in  the  United  States  the  percentage  advance  which  it 
allowed  in  Ex  Parte  74  would  disrupt  some  recognized  relation- 
ships, the  Interstate  Commerce  Commission  directed  that  any 
such  disarrangements  be  corrected  by  the  carriers  in  the  first 
supplements  after  their  publication  of  the  advance.  This  direc- 
tion of  the  Commission  was  carefully  and  promptly  followed. 

"We  have  about  completed  the  readjustment  of  the  grain 
and  grain-products  rates  at  the  different  primary  markets  and  at 
the  Gulf  and  Atlantic  ports  for  export.  In  this  readjustment  some 
reductions  had  to  be  made.  Grain  is  accorded  the  most  favor- 
able of  storage-in-transit  and  milling-in-transit  privileges.  That 
is  to  say,  to  afford  the  grain  and  its  products  the  widest  benefit  of 
the  competition  of  markets,  freight  rates  are  so  adjusted  that  in 
moving  the  grain  forward  from  the  field  to  the  primary  markets 
and  from  one  market  to  another,  or  from  intermediate  mills  to 
ultimate  destination  of  the  grain  products,  the  through  rate  from 
point  of  origin  to  final  destination  is  protected.  This  arrange- 
ment permits  the  millers  at  intermediate  points  to  purchase 
grain,  stop  it  at  their  mills,  grind  it  and  ship  the  product  thereof, 
not  on  the  sum  of  the  rates  in  and  the  rates  out,  but  on  the 
through  rate  from  point  of  origin  of  the  grain  to  the  ultimate 
destination  of  the  product,  provided  this  transaction  takes  place 
ithin  one  year  following  the  date  of  the  initial  movement.  This 
s  a  very  valuable  privilege  in  marketing  grain,  and  although  the 
rates  (under  Ex  Parte  74)  were  advanced  on  August  26, 1920,  These 
advances  have  not  been  applied  on  any  grain  which  was  in  transit 
Jrior  to  that  date.  It  can  be  safely  said  that  there  is  no  other 
nmodity  transported  on  which  the  rail  carriers  afford  greater 
privileges  or  perform  more  service  under  the  through  rate.  No 
ther  commodity  requires  so  much  care  by  the  carriers  in  pro- 
Iding  what  may  be  called  a  perfect  car  for  the  prevention  of 
losses  in  transit;  and  even  with  the  utmost  care,  heavy  losses 
inevitably  result.  It  may  be  added  here  that  farm  products  gen- 
erally have  always  been  the  special  care  of  the  carriers  as  the 
movement  of  such  commodities  mean  so  much  to  them. 

"The  average  haul  and  the  average  charge  per  hundred  for 
the  country  as  a  whole  are  as  follows: 


Avi-niKe  ITnnl 

Grain  Flour 

Mll.-s  Mil,-.-; 

<  uiiiitry  as  a  whole 498  630 


Average  Rate 
Grain  Flour 

Per  inn  His.         PerinnihK. 
24.8  cts.  29.25  cts. 


"That  table  shows  a  freight  rate  of  15  cents  per  bushel  on 
wheat. 

"The  movement  in  tons  of  grain  and  grain  products  for  each 
quarter  of  1920,  during  the  last  of  which  quarters  the  higher  rates 
were  In  effect,  was  as  follows: 


1st  Qunrter 
11.425.211  Ions 


GRAIN   AND  GRAIN   PRODT'CTS 

2nd  Quarter  3rd  Quarter  4th  Quarter 

14,284.051  tons  19,251,813  tons  18,043,760  tons 


"The  exports  and  imports  of  wheat  in  bushels  for  three 
rears,  ending  with  1920,  during  the  last  quarter  of  1920  the 
higher  rates  being  in  effect,  were  as  follows: 

1!>18  1919  1920 

Bushels  Bushels  Bushels 

:"™::::S«tfffl      "?M      2S;I1s 

Comparing  December,  1919,  with   December,  1920    the  ex- 
PortH  and  Imports  of  wheat  were  as  follows: 


1919  1920 

Bushels  Bushels 

Exports     9,519.706  25.896  270 

Imports     309,128  11.275,104 

"The  average  fluctuation  weekly  in  the  price  of  wheat  at  Chi- 
cago in  1919  and  1920  was  nearly  10  cents  per  hundred.  The 
monthly  and  yearly  fluctuations  in  price  of  grains,  of  course, 
amounts  to  many  times  the  increase  in  freight  rates. 

"As  I  remarked  first  in  dealing  with  the  subject  of  grain,  all 
irregularities  of  recognized  rate  relation  have  been  worked  out 
by  the  carriers  to  the  satisfaction  of  shippers;  and  the  experience 
shows  that  the  thing  to  do  is  to  leave  any  remaining  adjustments 
to  be  worked  out  .by  the  co-operation  of  the  carriers,  the  shippers, 
and  the  Interstate  Commerce  Commission. 

"My  consideration  of  the  grain  subject  convinces  me  that  the 
freight  rate  has  not  impeded  the  movement  of  grain." 

Senator  Pomerene  inquired  why  the  increases  under  Ex  Parte 
74  had  disrupted  recognized  relationships  in  rates  on  grain.  Mr. 
Chambers  explained  that  the  application  of  the  percentage  ad- 
vances threw  differentials  out  of  line.  The  senator  said  he  was 
going  to  take  a  "post-graduate  course"  under  the  Interstate  Com- 
merce Commission  and  that  then  he  might  be  able  to  understand 
the  question  of  rate  relationships. 

"These  grain  rates  get  me  pretty  woozy  myself,  sometimes," 
remarked  Mr.  Chambers  amid  laughter  by  the  members  of  the 
committee  and  railroad  men. 

Fruits  and   Vegetables 

Mr.  Chambers'  statement  on  fruits  and  vegetables,  which 
showed  an  increased  movement  of  those  products  from  Califor- 
nia, Florida  and  Texas  in  the  four  months  from  October  to 
March,  1920-1921,  inclusive,  when  the  increased  rates  were  in 
effect,  over  the  same  period  of  1919-1920,  led  Senator  Cummins 
to  say  that  the  testimony  deserved  a  moment's  consideration  as 
it  disclosed  a  situation  contrary  to  the  general  impression  that 
the  high  rates  were  preventing  movement  of  those  products. 
Senator  Cummins  said  the  testimony  showed  that  the  market 
had  been  supplied  since  the  higher  rates  became  effective.  He 
said  the  supply  may  have  caused  the  reduction  in  price  to  the 
producer.  He  said  apparently  there  had  been  a  very  general 
misapprehension  as  to  the  movement  of  fruits  and  vegetables 
since  the  rates  were  increased. 

Mr.  Chambers  said  a  considerable  amount  of  lemons  and 
some  oranges  had  been  moving  by  water  from  the  Pacific  coast 
to  eastern  markets  and  that  plans  were  under  way  to  perfect 
that  method  of  shipment.  He  said  shippers  would  come  to  the 
railroads  and  tell  them  what  they  were  up  against.  If  the  situa- 
tion were  as  bad  as  some  said  it  was,  he  said,  something  of 
course  must  be  done  as  the  railroads  desire  to  encourage  the 
fruit  growing  industry  on  the  Pacific  coast.  But  he  said  the 
position  of  the  carriers  was  that  if  the  producer  was  getting 
enough  to  cover  the  cost  of  production,  rates  should  not  be  re- 
duced as  that  was  all  the  railroads  were  getting  for  their  serv- 
ices. He  said  it  was  a  question  of  the  producer  bearing  his  share 
of  the  burdens  incident  to  the  readjustment  period  through 
which  all  business  was  going.  He  said  the  trouble  about  the 
high  retail  prices  of  fruits  and  vegetables  was  due  to  the  re- 
tailer. He  also  said  improvement  in  the  system  of  marketing 
milts  and  vegetables  would  help. 

Mr.  Chambers'  discussion  of  the  situation  as  to  fruits  and 
vegetables  follows: 

"The  markets  of  the  common  vegetables,  such  as  potatoes, 
onions  and  cabbage,  are  well  established  and  the  distribution 
usually  follows  normal  and  well-understood  trade  channels.  Po- 
tatoes, onions  and  cabbage  make  up  the  greater  proportion  of 
the  total  vegetable  tonnage  of  the  country  and  are  produced 
everywhere.  The  Government  market  reports  show  all  markets 
well  stocked  with  these  vegetables  and  at  times  over-stocked. 
Potatoes,  onions  and  cabbage  carry  the  lower  vegetable  rates. 
This  traffic  shows  a  substantial  increase  in  movement  over  last 
season  under  the  higher  freight  rates  this  season. 

"The  winter  producing  sections  for  higher  class  vegetables 
Florida,  California  and  Texas.    These  sections  go  to  markeis 
largely  east  of  the  Mississippi  River  and  North  of  the  Ohio.    Tin 
extreme  eastern  markets  of  New  York,  Boston  and  Philadelphia 
take  a  very  considerable  part  of  these  vegetables,  California  and 
Florida,  for  example,  ship  celery,  cauliflower,  asparagus  and  let- 
tuce to  all  the  large  markets  in  the  Middle-West  and  Eastern 
territory.     These  high-grade  vegetables  require  the  very  highest 
class  of  service.    The  movement  shows  about  the  same  average 
increase  as  in  the  case  of  the  lower  class  of  vegetables.  These 
vegetable  shippers  have  complained  to  the  carriers  and  the  In- 
rstate   Commerce  Commission  that  the  rates  applied   are  ex- 
isive.    The  Commission  has  given  some  informal  consideration 

e  complaint.  The  carriers  also  have  held  conference  with 
the  shippers  and  the  matter  is  now  under  consideration  for  final 
disposition. 

"Florida  and  California  citrus  fruit  shippers  have  complained 

to  the  earners  and  the  Interstate  Commerce  Commission  that 

rices  received  at  destinations  are  not  equal  to  cost  of  produc- 

n  and  cost  of  transportation   combined.     The  interested  car- 

lave  had  several  conferences  with  the  citrus  fruit  shippers 

regard  to  the  volume  of  the  rate  now  charged,  but  as  yet  no 


.Illll.'     I.     I  »1' I 
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definite   arliim    has    been    taken.      The    Inlerslato   C in. Tec   Coin 

mission,   however,   lias    lately   instituted  a   very  far-reaching   in 

ronnul  m\e;. i  Ration  of  ihe  conditions  In  the  citrus  fruit,  decldu- 

triiit,    and    \ei;elable    industry   of   the   entire   Pacific   Coast, 

which   is   \\.lr.uii.  (1    ii\    ihe  carriers  and   which  will  elicit  facts 

upon  which   linal  disposition   will   he  made.     The  Commission  has 

nly   given   inl'onnal   consideration   to  the   rates  on  fruits  and 

onl    of   Texas   and    I'Morida. 

••The  following,  taken  from  the  records  of  the  Culled  States 
Hun  au  ol   Markets,  shows  Ihe  movement  of  fruits  and  vegetables 
the   three   winter  producing  sections   (California,  Florida, 
Texas)    for   ihe    months    October,   1920,   to   March,   1921,   In- 
clusive, as  compared  with  the  same  period  1919-1920: 


Nnrnliel      of     Carloads 


California 

III2H          Illlll 

IT.M       I:IL'O 


Florida 

Hi;!"         1 '.>!!> 

r.i2i       mail 


Texas 

r-n       liil'i 
H21       1920 


2.  129 
fj,i;:,ii     22,364     IX.l'.IS 


9,02(1       :>,'.>:,  I      4,02:i 


I.,  i.  ions     ......................   2.700 

and     Krap.'fruits  .....  12,L'ii:i 

fruits     ............  ll.SMi     lu.L':,a 

tallies      ...................  22,1!MI     l!i.C,:«l 

Total      ....................  49,015     44.901     31,384     28,149     4,029     3,815 

"All  of  the  foregoing  movement  in  1920-1921  was  under  the 

advanced   rales. 

"The  yield  of  apples  in  Washington,  Oregon  and  Idaho,  the 

three  la  rye   producing  territories  for  western  apples,  amounted 

to: 

1920  1:11:1 

Bbls.  I  :hls. 

of    \Vaslmmton    .........................  3.623.000  6,817,000 

state    oi    Oregon    ............................    8.000.000  1,357,000 

Idaho     ...............................    781,000  1,058,000 

"  Practically  all  of  the  apples  from  the  northwestern  states 
described  above  have  been  marketed,  with  the  exception  of  some 

ill  apples  which  cannot  find  a  ready  sale  in  the  east.  While 
it  is  true  that  the  freight  rate  has  considerably  advanced,  yet 
the  advance  in  freight  rates  has  not  kept  pace  with  the  increase 
in  the  farm  values  of  the  apples,  according  to  Government 
reports. 

"Although  the  crop  in  the  West  in  1920  was  much  smaller 
than  in  1919,  the  total  production  of  commercial  apples  of  the 
Tniied  Slates  in  1920  was  probably  the  largest  ever  known,  or 
36.272,000  barrels,  compared  with  26,223,000  barrels  in  1919.  As 
most  of  the  Western  apples  must  find  their  markets  in  the  East, 

ely  in  the  states  where  there  is  the  greatest  local  production 
of  apples,  it  will  be  seen  that  the  Western  apples  have  been 
able  to  find  a  ready  market  at  good  prices,  notwithstanding  the 
immense  crop  in  the  territory  where  they  are  marketed  and  the 
advance  in  freight  rate. 

"The  movement  in  tons  of  fresh  fruits  and  vegetables  for 
each  quarter  of  1920,  during  the  last  of  which  quarters  the  higher 
rates  were  in  effect,  was  as  follows: 


"Modifications  in   Kx   I'aii.    71   iat>      .n.    in  ing  mad*  dally 
throughout    the   country    for   one    reason    or   another.   UK-   nln: 
dealing    dlreclly    with    the    carrier.      While    we    hear    Home    com 
plan  'ten,   when  you   consider  that   the  annual 

movement   of   these   commodities   is    approximately    inn    million 
scattered  all  over  the-  country,  the  complaintu  we  hear  are 
insignificant    compared   lo  Ihe   lonmi:  .  and   there   muni 

be  thousands  of  transactions  daily  Ihront/.houi  ihe  country  v, 
these   commodities   are   Involved.      AH   these   commodities   cannot 
be  moved  at  the  clans  rates,  a  commodity  rate  must   he  provided 
for  every  carload  minemeiil,  and  new  commodity  rales  are  there- 
fore, as  a  result   ol  loni   between   r.loppei    and  cairier,   I,. 
Ing  constantly  publi 

"A  conference  between  carriers  and  shippers  of  sand,  gravel 
and  crushed  rock,  or  road  material,  will  be  held  in  Washington 
on  June  2  at  the  request  of  Ihe  shippers,  that  request  being  the 
first  coming  to  Ihe  carriers  from  those  shippers  for  any  general 
modification  ol  the  existing  rale  adjustment. 

"The  a\era;;e   haul   in   the  different   sections  and   Ihe  ;\\- 
charge  are  as  follows: 

AVCITIKC  Haul         A\  • 

n't    <',:,  nut.-*        '  ton 

South. -MI    iii.-in.'i     6K  nillpH        :m  .•.  nts  pe»ton 

Western     District     60  mili-H         7  I  ci  tits  per  ton 

"The  number  of  tons  of  clay,  sand,  gravel  and  crushed  rock 
hauled  in  each  quarter  of  1920,  during  the  last  of  which  quarters 
the  advanced  rates  were  In  effect,  were  as  follows: 


FRUITS   AND   VEGETABLES 


1st 

5 1  tons 


2nd  Quarter 
2.248.547  tons 


3rd  Qua<  lei 
3.553,533  tons 


4th  Quarter 

4,902,455  tons." 


Senator  Kellogg  raised  the  point  that  the  figures  for  1919 
corresponding  to  those  above  should  be  given  for  apples,  so  that 
a  comparison  could  be  made  similar  to  that  given  for  fruits 
and  vegetables  from  California,  Florida  and  Texas.  Mr.  Cham- 
bers was  requested  to  make  such  comparisons  where  he  had 
not  done  so. 

A  discussion  of  the  principles  upon  which  the  rate  structure 
has  been  built  up  was  precipitated  by  a  statement  by  Senator 
Stanley  that  the  investigation'  should  disclose  whether  rates 
from  Florida  to  New  York  were  more  than  compensatory  and 
i  lie  rates  from  California  less  than  compensatory.  Senator  Cum- 
mins remarked  that  the  whole  rate  structure  had  been  built  up 
on  l lie  theory  of  enabling  the  producer  to  reach  the  market  re- 
•  lli-s  of  the  distance.  Senator  Kellogg  said  the  issue  raised 
by  Senator  Stanley  had  been  investigated  for  20  years. by  the 
Interstate  Commerce  Commission  and  that  the  finding  always 
had  been  that  mileage  rates  were  out  of  the  question. 

"Occasionally  a  theorist  comes  along  with  a  mileage  rate  but 
nobody  pays  any  attention  to  him,"  he  added. 

Senator   Cummins   remarked   that   he   had   got   into   trouble 
many  years  ago  by  declaring  that  he  saw  no  reason  why  the 
creameries   of   New   Hampshire   should   not   get   their   products 
cheaper  into  Boston  than  the  creameries  in  Iowa. 
Road  Materials 

Taking  up  sand,  gravel  and  crushed  rock,  Mr.  Chambers 
said: 

"The  movement  of  these  commodities  may  properly  be 
classed  as  local,  or  they  are  hauled  but  short  distances  and  at 
very  low  rates,  comparatively,  and  are  produced  everywhere.  In 
the  later  years,  and  since  drayage  charges  have  increased  so 
much,  cost  of  distribution  in  the  city  of  destination  is  often 
ater  than  the  freight  charge  for  the  main-line  haul.  The 
hauls  are  usually  over  a  single  line.  The  general  conditions  sur- 
rounding the  production  and  distribution  compel  minimum  rates. 
There  are  two  terminal  services  to  each  shipment,  and  often  one 
is  in  a  large  city  where  the  switching  is  expensive  and  must  be 
absorbed  out  of  the  main-line  rate. 


1st  Quarter 
l.r-.766,002  tons 


2nd  Qua?  I.  r 
25.967,45:1  tons 


3rd  Qo 
:m,:,IMM3  tons 


4th  Qn 
2C.232.054  long 


"The  drayage  charge  at  Washington  for  hauling  sand,  gravel 
and  crushed  rock  within  the  city  limits  is  50  cents  per  ton  for 
the  first  mile  or  less  and  10  cents  per  ton  for  each  additional 
quarter  of  a  mile,  the  drayage  charge  for  a  mile  and  a  half  being 
as  high  as  the  freight  rate  for  the  average  rail  haul  in  the  east- 
ern district. 

"Cement,  brick  and  plaster:  These  commodities  move  in 
large  volume  and  generally  for  comparatively  short  distances. 
Manufacturing  plants  are  scattered  throughout  the  whole  coun- 
try; many  are  close  to  large  consuming  markets.  There  is  a 
substantial  movement  now  and  has  been  right  along. 

"The  movement  in  tons  of  cement,  brick,  lime  and  plaster 
for  each  quarter  of  1920,  during  the  last  of  which  quarters  the 
higher  rates  were  in  effect,  was  as  follows: 


1st  Quarter 
H. 517, 819  tons 


2nd  Quarter 
9,119,590  tons 


3rd  Qn 
10,843,710  tons 


4th  Quarter 
8.242.843  tons 


"Live  stock:  Shippers  have  complained  about  the  rates, 
particularly  those  on  the  long  hauls  on  range  cattle  from  the 
southwestern  ranges  to  the  northwest  pastures.  At  a  recent 
conference  between  the  Interstate  Commerce  Commission,  live 
stock  shippers,  and  interested  carriers  an  understanding  was 
reached  to  modify  the  rates  upon  these  range  cattle,  and  the 
agreement  has  been  carried  out  and  the  reduced  rates  are  now 
in  effect.  It  was  an  emergency  proposition,  but  by  the  co-opera- 
tion of  the  Interstate  Commerce  Commission  the  rates  were 
quickly  made  effective. 

"The  following  are  the  average  haul  and  the  charge  on  live 
stock  in  the  different  sections: 

Average  Haul     Average  Rate 

Kastern     District     186  mil.  s  $3.46  per  ton 

Southern    District    220  mil.  s  4.60  per  ton 

Western   District    216  m  5.19  per  ton 

"The  live  stock  movement  in  tons  for  each  quarter  of  1920, 
during  the  last  of  which  quarters  the  higher  rates  authorized  by- 
Ex  parte  74  were  In  effect,  were  as  follows: 

CATTI.K    AND   CAI.VKS.    HOCS.    SHKKP    AND   GOATS 
1st  Quarter  2nd  Quarter  3rd  Quarter  4th  Quarter 

4,189.653  tons  3.859,101  tons  3.906.899  tons  4.612.508  tons." 

Mr.  Chambers  was  called  on  by  Senator  Cummins  to  explain 
why  the  average  rate  in  the  western  district  was  higher  than 
in  the  southern  district  while  the  average  haul  was  almost  the 
same.  The  witness  replied  that  there  was  not  as  much  live 
stock  produced  in  the  South  as  in  the  West  and  that  the  rates 
had  been  made  up  that  way.  He  indicated  he  would  look  into 
the  matter  and  give  the  explanation. 

Mr.  Chambers  read  a  telegram  from  T.  B.  Gallagher,  general 
freight  agent  at  Amarillo,  Tex.,  to  the  effect  that  the  consensus 
of  opinion  among  bankers,  commission  men  and  cattle  men  in 
that  region  was  that  the  "effect  of  the  emergency  rate  on  range 
cattle  movement  is  psychological  rather  than  actual."  The  total 
movement  of  range  cattle  this  season  is  only  75  per  cent  of  last 
year,  the  telegram  stated,  and  that  estimates  of  the  movement 
brought  about  by  reason  of  the  rate  reduction  ranged  from  10 
to  20  per  cent.  Mr.  Gallagher  said  the  cattle  from  the  Pan- 
handle of  Texas  ranges  moving  to  Kansas  grass  were  benefited, 
but  that  the  movement  was  not  Increased  by  reason  of  the  re- 
duction. The  greater  part  of  the  movement,  he  said,  had  been 
from  drougth-stricken  territory  of  southwestern  Texas  and  south- 
ern New  Mexico. 

In  further  explanation  of  why  the  average  rate  on  Hve  stock 
is  higher  in  the  west  than  In  the  south,  Mr.  Chambers  sub- 
mitted to  the  Senate  committee  a  telegram  from  D.  M.  Goodwin, 
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freight  traffic  manager  of  the  Louisville  &  Nashville.  Mr.  Good- 
win wired  thai  practically  all  lines  in  the  south  have  for  a  long 
time  considered  live  stock  rates  in  that  territory  too  low  and 
that  a  special  committee  has  been  at  work  for  several  months 
revising  them  to  a  materially  higher  scale.  He  added,  however, 
that  the  roads  in  the  south  would  hardly  attempt  to  make  the 
advance  just  at  this  time  "for  reasons  which  you  will  fully  ap- 
preciate." He  said  he  did  not  know  of  any  traffic  in  the  south 
on  which  rates  were  relatively  as  low,  all  factors  considered, 
as  on  live  stock. 

Mr.  Chambers  said  the  volume  of  live  stock  tonnage  was 
much  less  in  the  south  than  in  the  west— about  1,200,000  tons 
annually,  as  against  11,000,000  tons  in  the  west. 

Senator  Cummins  said  it  seemed  to  him  that  the  rates  would 
be  lower  in  the  west  because  of  the  larger  volume  of  traffic. 
Mr.  Chambers  replied  that  the  traffic  density  in  the  south  was 
generally  much  greater  than  in  the  west.  Mr.  Thorn  brought 
out  that  where  there  is  greater  density  of  traffic  the  general 
level  of  rates  is  likely  to  be  lower  than  in  territory  where  the 
density  of  traffic  is  smaller. 

Continuing  his  discussion  of  the  effect  of  the  increases  under 
Ex  Parte  74  on  the  movement  of  traffic,  Mr.  Chambers,  May  31, 
sale,  as  an.  illustration  of  the  relation  of  freight  rates  to  building 
enterprises,  that  a  careful  study  recently  made  of  the  materials  go- 
ing into  a  typical  brick  house  of  six  rooms  and  bath  in  Philadelphia 
with  the  freight  charges  from  the  usual  sources  of  supply  of  ma- 
terials showed  that  the  freight  charges  amounted  to  approximately 
$370  on  a  house  costing  $8,300  to  build  in  1920.  In  St  Paul,  he  said, 
the  estimated  freight  charges  on  all  material  entering  into  the 
construction  of  a  frame  dwelling  house  costing  $5,000  or  $6,000 
would  aggregate  about  $580.  In  making  this  estimate,  he  said, 
the  points  of  shipment  used  were  those  where  such  materials 
are  produced  in  large  volume,  and  where  the  selling  price  is 
based,  such  as:  lumber  from  Everett,  Wash.;  pressed  brick  from 
St.  Louis;  oak  flooring  from  Little  Rock,  Ark.;  electric  and 
plumbing  fixtures  from  Pittsburgh;  and  heating  and  radiation 
from  Detroit. 

"The  general  report,"  said  Mr.  Chambers,  "is  that  a  com- 
paratively small  amount  of  building  is  being  done.  At  San 
Farancisco,  Seattle,  and  Portland,  where  lumber  is  at  the  door, 
conditions  are  the  same  as  at  Kansas  City,  Omaha,  Chicago,  or 
Cleveland.  For  example,  Chicago  has  plants  within  its  city 
limits  which  produce  all  kinds  of  structural  iron  and  steel,  like- 
wise cement,  brick,  lime,  sand,  gravel  and  crushed  rock,  and 
building  conditions  are  no  different  at  Chicago  from  the  other 
places  mentioned." 

Mr.  Chambers  said  complaint  had  been  made  in  a  general 
way  that  the  present  freight  rates  were  prohibiting  road  con- 
struction. He  compared  the  total  cost  and  freight  charges  on 
the  cost  of  road  per  mile  of  a  standard  concrete  highway  in 
Itasca  County,  Minnesota,  showing  the  total  cost  of  road  per  mile 
to  be  $53,000  and  the  total  freight  cost  $1,327,  or  2.5  per  cent.  He 
said  he  took  the  figures  from  a  report  of  the  Northwestern  Asso- 
ciation of  General  Contractors.  He  submitted  similar  illustra- 
tions as  to  the  relation  of  the  freight  charge  to  the  total  charge. 

"It  can  readily  be  seen,"  said  he,  "that  the  freight  rate  is.  not 
an  undue  proportion  of  the  total  cost  of  the  road.    These  roads 
do  not  always  pay  freight  charges.     Often  the  materials,  except 
ement,  are  close  to  the  work  and  hauled  by  trucks.    When  the 
railroad  is  used  the  volume  is  usually  large  and  is  moved  by  rail 
close  to  the  work.     The  very  conditions  surrounding  the  opera- 
compel  the  minimum  rates  on  most-  of  the  materials  " 

Figures  were  submitted  showing  that  the  total  cost  of  a 
•einforced  concrete  road  with  hillside  brick  on  grades  in  the 
east,  is  estimated  at  $58,000  per  mile,  of  which  $6,000  goes  to 
freight  charges. 

Rates  on   Ore 

Referring  to  rates  on  iron  ore,  Mr.  Chambers  said  the  rates 

from  the  heaviest  shipping  ranges,  in  Minnesota,  Wisconsin  and 

ichigan,  were  not  advanced  under  Ex  Parte  74,  to  the  upper 

?«  1  "To™    UL    8t  they  did  receive  an  advance  under  G.  O.  No. 

in   JSIH.     He  said   the   rates  from  Wisconsin  and   Michigan 

s  were  advanced  this  spring  and  that  there  were  advances 

under  Ex  Parte  74  from  the  Lake  Erie  ports  to  the  furna 

He  submitted  a  detailed  statement  showing  the  prices  on  Bess!-' 

and  non-Bessemer  ores  for  the  years  1893  to  1920   inclusive 

at  Lake  Erie'  ports,  with   the  rail  rates  to  Lake  Superior  and 

the  vessel  rates  from  Lake  Superior  to  Lake  Erie.     In  1893  the 

whHe  th        f,em1r  ?rerWa8  I3'75  a  tOD  and  non-Bessemer.  $295! 
hlle  the  rail  rate  to  Lake  Superior  was  80  cents  a  ton  and  the 

«  5C5r?ne  r?  C  nntS-    ID  192°  the  Price  was  *7'20  for  Bessemer  and 
/,°'  """-Bessemer,  and  the  rail  rate  was  $1  and  the  lake 
.10.    These  figures  showed,  Mr.  Chambers  said   that  after- 
deducting  the  present  rail  rate  to  Lake  Superior  and  the  lake 
rate  to   Lake  Erie,   the   producer  receives   a   much   higher  net 
price  for  his  ore  than  in  former  years. 

He  said  the  shipments  of  ore  were  greatly  affected  hv  HIP 
prevailing  industrial  conditions,  especially  with  the  steel  produc 

onsof  2e248oUyhra'Ved  a  Uble  8h°Wing  8hJPm^ts  of  iron  ore  in 

r  2.240  Iba.  from  ranges  in  Minnesota,  Wisconsin  and  Mirhi 

Kan  (upper  peninsula),  during  1911  to  1920,  inclusive     The  total" 


tonnage  in  1911  was  32,793,130;  1912,  48,211,788;  1913,  49.947.11C; 
1914,  32,729,726;  1915,  47,272,751;  1916,  66,658,466;  1917,  64,- 
437,003;  1918,  62,836,082;  1919,  48,812,522,  and  1920,  60,411,572. 
He  also  showed  the  movement  in  tons  of  iron  ore  and  other  ores 
for  the  entire  United  States  for  each  of  the  quarters  of  1920,  dur- 
ing the  last  quarter  of  which  the  higher  rates  were  in  effect.  The 
total  in  the  first  quarter  was  8,434,609  tons;  second,  30,538,334 
tons;  third,  43,770,779  tons,  and  fourth,  24,448,830,  making  a  total 
for  the  year  of  107,192,552. 

"The  foregoing  figures,"  said  he,  "show  that  freight  rates 
had  no  effect  upon  the  movement  of  iron  ore.  At  the  present 
lime  there  is  a  very  light  movement  of  ore,  due  to  the  large  quan- 
tity moved  last  year,  a  large  portion  of  which  is  still  on  the  docks 
at  the  Lake  Erie  ports,  mainly  caused  by  the  decline  in  steel 
production,  a  very  small  proportion  of  the  furnaces  being  in 
operation  at  this  time." 

Passenger  Fares 

In  conclusion  Mr.  Chambers  discussed  passenger  fares  and 
Panama  Canal  competitions.  He  said: 

"While  there  has  been  considerable  complaint  about  the  in- 
creased passenger  fares,  the  increase  has  not  seriously  affected 
passenger  travel.  Undoubtedly  the  increased  fares  have  caused 
some  let-up  in  travel,  but  a  reduction  of  the  fares  at  this  time 
would  not  increase  the  travel  sufficiently  to  offset  what  would  be 
lost  by  the  reduction.  The  falling  off  has  been  as  great  in  the 
short  hauls  as  in  the  longer  hauls.  For  example,  in  the  haul  of 
100  miles  (coach  travel)  the  increase  was  only  60  cents,  which,  I 
believe,  did  not  seriously  affect  the  ordinary  travel. 

"The  present  policy  of  the  railroads  to  make  special  fares 
for  excursions  and  to  summer  and  winter  tourist  resorts  is  satis- 
factory, both  to  the  public  and  the  railroads. 

"The  number  of  passengers  carried  for  the  last  four  months 
of  1920,  when  the  higher  fares  were  in  effect,  in  comparison  with 
the  last  four  months  of  1919,  was  as  follows: 

Last  four  months  1919 398,576,087    passenK,.s 

Last   four  months  1920 399,435,875    passengers 

"As  showing  the  trend  of  passenger  business  the  following 
earnings  are  given  for  the  first  two  months  of  1921  in  compari- 
son with  the  same  months  of  1920: 

January  February 

$  91,874,146  $82.571,063 

105,295,673  88,492,533 


1920 
1921 


"There  has  been  considerable  objection  raised  to  the  so- 
called  Pullman  surcharge,  principally  because  of  the  fact 
that  it  is  a  new  application  in  this  country  of  a  theory  of  pas- 
senger fare-making  which  prevails  in  other  countries  and  is  ap- 
plied on  steamships  as  well  as  railroads.  The  passenger  earnings 
of  a  Pullman  car  are  practically  limited  to  32  passenger  fares, 
while  a  coach  costing  one-half  the  price  of  a  Pullman  and  weigh- 
ing a  third  less  will  accommodate  from  70  to  80  persons  In 
other  words,  the  carrier  must  haul  2%  Pullman  cars  to  accom- 
modate the  load  of  a  passenger  coach.  The  surcharge  of  50  per 
cent  of  the  cost  of  the  Pullman  ticket  is  a  comparatively  small 
charge  for  the  additional  space  occupied  and  the  comfort  given 
to  the  passenger,  and  it  has  not  lessened  to  any  considerable  ex- 
tent passenger  travel. 

Panama  Canal 

"Domestic  freight  tonnage  moving  between  Atlantic  and  Pa- 
cific ports  through  the  Panama  Canal  in  vessels  controlled  by  the 
United  States  Shipping  Board  and  independent  concerns  is  in- 
creasing rapidly.  The  rates  have  been  going  down  steadily  for 
the  last  three  or  four  months,  and  there  is  very  active  and  rather 
severe  competition  between  the  independent  carriers  and  the  ves- 
ls  operated  by  the  Lnited  States  Shipping  Board.  This  traffic, 
m  both  directions,  is  largely  taken  away  from  the  all-rail  lines. 
For  many  years  past  (except  during  the  war)  there  has  been  ac- 
tive competition  for  this  traffic  between  the  all-rail  lines  and  the 
steamship  lines  operating  between  the  Atlantic  and  Pacific  ports 
Before  the  opening  of  the  Panama  Canal  the  water  carriers 
operated  via  Cape  Horn  and  in  connection  with  rail  lines  across 
-  isthmus  of  Panama  and  also  across  the  Isthmus  of  Tehuan- 
tepec.  In  connection  with  the  Isthmian  railways  named,  freight 
had  to  be  transferred  at  both  the  Atlantic  and  Pacific  ports.  The 
•oute  by  Cape  Horn  was  direct  sailing  between  the- Atlantic  and 
the  Pacific,  but,  of  course,  it  was  much  longer.  The  sailings  now 
•e  entirely  by  the  Panama  Canal,  which  avoids  transfer  en  route 
and  gives  the  shortest  distance;  therefore  the  water  service  to- 
day is  more  valuable  than  ever  before.  Competition  between 
water  carriers  themselves  has  already  brought  rates  down  to  an 
unremunerative  basis,  and  unless  something  be  done  to  stabilize 
e  water  rates  it  is  certain  that  competition  will  force  them  still 
lower  and  make  an  unprofitable  and  consequently  less  depend- 
able water  service.  And  such  competition  will  be  unfair  to  the 
rail  lines. 

"The  rail  lines,  especially  in  the  West,  have  been  a  necessity 

for  the  development  of  the  country.    The  water  carriers  have  not 

leveloped  any  considerable  traffic  between  the  Atlantic  and  Pa- 

iific  ports  in  their  years  of  operation.     The  business  secured  in 

ie  past  and  the  traffic  they  are  securing  today  is  what  has  been 
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developed  b>  the  ;ili  i-iiii  lines.  Necessarih,  we  expect  this  water 
service  in  emu  inn.  ;IIM|  to  take  a  share  of  Hit-  traffic  adjacent  in 
i In-  Coast,  i 'specially  of  Hie  heavier  commodities,  ihat  move  more' 
readily  li\  water;  but  It  would  seem  in  the  public  Interest,  as 
well  as  in  i  lie  interest  of  the  competing  rail  lines,  that  the  water 
rale*  lie  stabilized  and  that  the  Interstate  Commerce  Commission 
be  given  jurisdiction  over  them. 

"We  also  feel  that  for  the  use  of  the  Panama  Canal  such 
charges  should  be  made  as  would  pay  the  interest  on  the  Invest- 
ment and  i  lie  expenses  of  operation.  While  it  is  true  that  the 
principal  reason  for  the  construction  of  the  canal  was  for  war 
or  defense  purposes,  and  it  was  a  necessity  which  we  all  recog- 
nize for  the  protection  of  our  country,  its  use  by  commercial  ves- 
sels, especially  in  domestic  traffic  between  the  two  coasts,  and  in 

petition  with  the  transcontinental  lines,  should  pay  a  fair  pro- 
portion of  the  expense  of  maintenance  and  interest  on  the  invest- 
ment in  this  waterway.  The  rail  lines  pay  millions  of  dollars  in 
taxes  on  their  right-of-way,  and  it  would  hardly  be  considered  fair 
to  permit  the  water  lines  competing  with  them  to  make  use  of 
this  costly  right-of-way  by  water  without  paying  any  portion  of 
the  cost  of  it. 

"While  the  manufacturer  on  the  Atlantic  and  Pacific  coast 
should  be  given  every  benefit  of  his  water  location,  his  advantage 
should  not  be  increased  by  still  further  reducing  his  cost  of  dis- 
tribution at  the  expense  of  the  interior  manufacturer,  who  will 
have  to  pay  his  share  "of  taxation  necessary  in  case  the  canal  is 
not  made  self-supporting. 

"The  water  lines  should  not  be  restricted  as  to  rate  compe- 
tition between  ports  in  this  country  and  foreign  countries  where 
they  are  in  active  competition  with  the  vessels  of  foreign  nations. 
But  between  ports  of  the  United  States,  where  they  are  priv- 
ileged to  handle  business  without  competition  of  foreign  carriers, 
there  is  no  logical  reason  why  their  rates  should  not  be  under  the 
jurisdiction  of  the  Interstate  Commerce  Commission,  as  are 
those  of  the  rail  carriers  with  whom  they  compete.  Reasonable 
rates  for  service  on  the  water  would  then  be  prescribed  by  the 
Commission.  Such  rates  would  yield  a  profit  and  support  a  regu- 
lar, dependable  service.  This  would  be  far  preferable  to  spas- 
modic reductions  in  the  water  rates,  which  would  result  in  em- 
barrassment to  competing  water  and  rail  carriers  and  make  the 
service  far  less  reliable  and  less  satisfactory,  and  which  would 
allow  tramp  steamers  to  come  in  for  a  brief  period  and  take 
away  desirable  water  business  and  more  or  less  demoralize  the 
rates  and  (as  has  been  the  practice  in  the  past)  leave  the  coast- 
to-coast  business  when  they  found  better  paying  tonnage  else- 
where. 

"In  suggesting  this  we  have  in  mind  also  that  some  consid- 
eration should  be  given  the  interior  coast  and  intermountain 
territories,  as  well  as  to  the  other  sections  of  the  country  not 
adjacent  to  either  the  Atlantic  or  the  Pacific,  which  receive  prac- 
tically no  benefit  from  the  water  service.  It  would  be  only  fair, 
therefore,  that  the  water  service  should  be  self-supporting,  with 
rates  published  under  rules  and  regulations  of  the  Interstate 
Commerce  Commission.  The  rail  rates  necessary  to  meet  this 
competition  would  thereby  be  stabilized,  which  would  be  desir- 
able from  a  commercial  standpoint  as  well  as  from  that  of  the 
rail  carriers. 

"The  United  States  Shipping  Board  has  encouraged  service 
between  the  Atlantic  and  Pacific  ports  and  is  supporting  a  regu- 
lar line  via  the  Panama  Canal.  Such  regular  service  is  of  great 
benefit  to  the  shipper  adjacent  to  the  coast,  and  the  competition 
would  not  be  objectionable  to  the  all-rail  carriers  if  rates  were 
under  the  jurisdiction  of  the  Commission,  which  would  not  only 
be  a  protection  to  the  revenues  of  the  all-rail  lines,  but  would 
also  avoid  the  loss  which  the  Shipping  Board  is  now  suffering 
in  the  handling  of  this  coast-to-coast  traffic  in  competition  with 
other  water  carriers,  a  loss  which  must  be  met  by  taxation.  We 
understand  that  today  these  coast-to-coast  water  rates  do  not 
yield  the  operating  cost. 

Depression  in  Business 

"The  present  depression  in  business,  while  distressing,  is  no 
different  from  depressions  in  the  past.  We  had  one  in  a  smaller 
degree  in  1907.  There  was  a  great  depression  in  1893.  None  of 
those  depressions  was  preceded  by  any  general  advance  of 
freight  rates  and  passenger  fares.  We  had  been  warned  to  ex- 
pect the  present  period  of  liquidation  and  the  consequent  de- 
pression as  an  aftermath  of  the  world  war.  In  1914,  just  prior 
to  the  commencement  of  the  war,  there  was  a  depression  in 
business  in  this  country  of  several  months'  duration,  w'hich  had 
become  very  severe,  especially  in  the  industrial  sections  in  the 
East,  and  promised  to  be  of  long  duration  and  great  severity,  but 
it  was  cut  short  and  turned  into  a  period  of  prosperity  by  the 
heavy  purchases  from  this  country  by  France,  England,  Italy 
and  the  other  allies.  A  very  severe  depression  followed  the 
armistice  in  November,  1918,  during  which  the  tonnage  of  the 
carriers  fell  off  considerably.  It  lasted  until  the  following  June. 

"In  conclusion,  I  suggest  that  if  all  doubt  as  to  the  likelihood 
of  a  general  reduction  in  freight  rates  should  be  removed,  it 
would  have  a  tendency  to  stabilize  purchases  at  the  present 
levels.  The  uncertainty  as  to  the  freight  rates  has  caused  hesi- 
tation among  purchasers  and  others  on'  the  chance  of  some  gen- 


eral action.  It  must  be  clem  to  all  that  no  grnetal  reduction  in 
cither  freight  rates  or  paimenuer  fare*  can  DC  made  at  thin  llm«- 
without  serious  results  Id  the  railroads  It  Ix  ax  much  to  the  In- 
terest of  the  public  as  a  whole  that  railroad*  have  nui' 
nue  as  It  Is  to  the  individual  railroad.  Shipper*1  complaint*  of 
iate  adjustments  should  first  go  to  tip  <-d  and 

the  carrier  and  shipper  should  together  endeavor  satlnf.v 
to  work  them  out.    Any  disagreements  can  be  promptly  handled 
by  the  Interstate  Commerce  Commission.     I  am  satisfied  that  If 
this  is  done  the  situation  will  gradually  Improve.     When 
rate  is  found  to  be  prohibltoiy  or  unduly  burdensome  it  in  being 
modified.    The  carriers  are  just  as  anxious  to  do  this  as  the  ship- 
pers are  to  have  It  done. 

"I  feel  that  what  I  have  presented  sustains  the  claims  with 
which  I  started — that  is,  that  the  advance  of  rates  authorized  by 
the  Interstate  Commerce  Commission  in  Ex  Parte  74  did  not 
operate  seriously  to  Impede  the  traffic  of  the  country,  referred  to 
in  Point  3  of  the  Senate  Resolution,  and  that  therefore  no  occa- 
sion exists  for  any  general  action,  as  Indicated  in  Point  5,  toward 
reducing  rates,  by  either  the  Congress  or  the  Commission. 

"Indeed,  as  before  mentioned,  it  is  not  practicable  to  make 
any  general  reduction  in  rates  until  the  railroads  of  the  country 
have  been  put  in  a  going  condition,  either  by  a  reduction  of  ex- 
penses, or  by  an  increase  of  tonnage,  or  by  both." 

Reference  by  Mr.  Chambers  to  unfair  competition  on  the 
part  of  coast-to-coast  water  carriers,  in  his  discussion  of  Pan- 
ama canal  competition  with  the  transcontinental  lines,  led  Sena- 
tor Cummins  to  ask  what  he  meant.  Mr.  Chambers  said  his 
point  was  that  the  water  carrier  was  left  free  as  to  rate  regu- 
lation, and  that  he  believed  a  reasonable  rate  should  be  pre- 
scribed for  the  coast-to-coast  service  by  water.  Senator  Cum- 
mins also  asked  whether  the  witness  advocated  a  policy  of  sus- 
taining the  rail  lines  by  having  the  water  carriers  charge  more 
than  a  reasonable  rate.  Mr.  Chambers  said  he  was  not  asking 
that  the  water  carriers  charge  more  than  a  reasonable  rate — 
that  the  carriers  reafized  the  water  rates  would  be  below  the 
rail  rates,  but  that  the  rates  by  water  should  be  stabilized. 

In  response  to  a  question  from  Senator  Poindexter  relative 
to  competition  on  the  Great  Lakes,  Mr.  Chambers  said  the  great 
bulk  of  freight  moving  on  the  Great  Lakes  was  handled  under 
joint  rail-and-water  rates  subject  to  regulation  by  the  Commis- 
sion. 

Senator  Kellogg  inquired  how  much  the  territory  west  of 
the  Alleghenies  and  east  of  the  Rockies  would  benefit  by  the 
Panama  canal  competition  in  the  way  of  lower  rates.  Mr.  Cham- 
bers expressed  the  belief  that  the  territory  west  of  Pittsburgh 
would  get  practically  no  benefits  in  that  respect. 

Senator  Cummins  asked  whether  the  witness  had  made  a 
computation  of  how  much  the  water  rate  through  the  Panama 
Canal  would  have  to  be  increased  if  the  water  carriers  were 
compelled  to  pay  part  of  the  interest  on  the  cost  of  construct- 
ing the  canal  and  of  maintenance.  Mr.  Chambers  said  he  had  not 
made  such  a  computation,  but  Mr.  Thorn  said  an  effort  would  be 
made  to  get  up  some  figures  as  to  that.  The  senator  said  he 
believed  it  would  be  found  that  it  would  require  quite  a  sum 
of  money  from  the  water  carriers.  Senator  Kellogg  said  the 
interest  charges  on  the  canal  ran  from  $15,000,000  to  $20,000,000 
a  year,  and  Senator  Pomerene  said  the  canal  had  cost  something 
more  than  $360,000,000. 

Senator  Pomerene  asked  whether  the  rail  lines  would  not 
make  such  readjustments  of  rates  that  would  permit  the  busi- 
ness man  who  is  in  the  interior  to  compete  with  the  Pacific  coast 
business  man.  Mr.  Chambers  said  the  carriers  would  only  go 
under  the  reasonable  rate  when  compelled  to  do  so  by  water 
competition,  and  that  the  point  raised  by  Senator  Pomerene  was 
"another  question."  Senator  Poindexter  said  the  law  prohibited 
rates  that  were  not  compensatory,  and  the  witness  said  the  roads 
did  not  make  rates  that  were  not  compensatory  to  some  de- 
gree. 

The  fact  that  the  carriers  had  not  included  in  their  reports 
for  1920  payments  from  the  government  under  the  six  months' 
guaranty  was  commented  on  by  Senator  Cummins,  his  view  be- 
ing that  the  condition  of  the  carriers  was  not  quite  so  bad  as  in- 
dicted by  the  figures,  inasmuch  as  they  had  received  approxi- 
mately $400,000,000  under  the  guaranty  to  date. 

President  Rea  on  Stand 

Samuel  Rea,  president  of  the  Pennsylvania,  who  followed 
Mr.  Chambers,  urged  that  either  the  President  permit,  in  his 
discretion  under  the  law,  the  funding  of  all  the  capital  expendi- 
tures made  by  the  Railroad  Administration  during  federal  con- 
trol for  15  years,  or  that  the  law  be  changed  so  as  to  require 
such  funding,  instead  of  permitting  the  Railroad  Administration 
to  offset  against  the  capital  expenditures  amounts  due  1>\  the 
Administration  to  the  carriers 

Mr.  Rea  explained  that  the  Administration  had  made  capi- 
tal expenditures  of  approximately  $1,200,000,000  during  federal 
control,  and  that  almost  $400.000,000  of  that  amount  was  for 
equipment  allocated  to  the  railroads.  The  latter  amount  was 
funded  by  the  government  through  the  national  equipment 
trusts  for  15  years  at  6  per  cent,  leaving  $800,000,000  due  from 
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the  railroads  to  the  government  and  to  be  funded  by  the  rail- 

8d"it  will  be  recalled,"  said  he,  "that  under  the  terms  of  the 
transportation  act  discretion  was  conferred  upon  the  president 
o  fund  all  these  expenditures,  but  the  right  was  conferred  upon 
him  with  certain  limitations  to  offset  against  such  expenditures, 
amounts  due  by  the  Railroad  Administration  to  the  carriers  on 
other  accounts  for  the  federal  control  period,  and  this  right 
will  by  an  understanding  with  individual  carriers  and  under 
the  'terms  of  the  act,  be  exercised  by  the  administration.  How- 
ever under  the  different  conditions  that  now  exist,  these  ar- 
rangements should  be  altered  if  the  carriers  cannot  meet  them, 
as  It  is  impossible  for  the  railroads  to  sell  securities  and  pay 
off  all  these  capital  expenditures  at  present,  and  they  have  a 
shortage  of  working  capital  and  practically  no  surplus  earnings. 
Unless  such  funding  is  required  a  considerable  part  of  the  capi- 
tal expenditures  for  additions  and  betterments  made  during 
federal  control  will  in  effect  be  paid  for  through  the  application 
of  what  may  be  regarded  as  current  funds  due  to  the  railroad 
companies,  now  urgently  needed  by  them  for  current  purposes. 

"In  view  of  the  present  situation  of  the  railroad  companies, 
and  having  regard  to  the  emergency  which  now  exists,  I  sug- 
gest that  the  President  should,  in  the  public  interest,  exercise 
his  discretion  so  as  to  permit  the  funding  of  the  entire  expendi- 
tures of  the  character  referred  to  which  were  made  during  the 
period  of  federal  control.  Expenditues  for  additions  and  bet- 
terments are  capital  expenditures  and  they  ought  to  be  treated 
as  such  in  the  final  disposition  of  the  accounts  covering  the 
period  of  federal  control,  and  should  not  consequently  be  taken 
care  of  even  in  part  by  the  application  thereto  of  current  funds, 
or  by  withholding  any  part  of  the  amounts  due  to  the  carriers 
for  the  federal  control  period.  The  railroads  themselves  would 
have  been  obligated  to  raise  the  capital  in  advance  of  making 
such  addition  and  betterment  expenditures,  or  else  the  work 
would  not  have  been  done,  and  the  government — without  loss 
to  itself  and  receiving  a  good  interest  return— should  be  will- 
ing to  fund  these  expenditures,  instead  of  withholding  the  cash 
that  the  railroads  need  badly  to  meet  current  requirements,  and 
help  them  to  surmount  this  difficult  period.  I,  therefore,  re- 
spectfully suggest,  unless  the  president  will  so  exercise  that  dis- 
cretion, your  consideration  of  an  amendment  of  the  transporta- 
tion act  which  will  direct  the  funding  of  all  expenditures  for 
additions  and  betterments  made  during  the  period  of  federal 
control." 

Mr.  Rea  pointed  out  that  the  Senate  committee,  in  its  rail- 
road bill  had  made  provision  for  the  funding  of  all  the  capital 
expenditures  for  ten  years,  but  that  the  provision  was  changed 
in  conference. 

Mr.  Rea,  discussing  the  railroad  situation  generally,  said  he 
endorsed  what  had  been  said  by  the  previous  witnesses.  He 
said  the  return  on  the  property  investment  of  the  railroads  had 
been  inadequate,  citing  the  returns  for  the  following  years:  1913, 
5.01  per  cent;  1914,  4.12  per  cent;  1915,  4.17  per  cent;  1916,  6.17 
per  cent;  1917,  5.31  per  cent;  1918,  3.60  per  cent;  1919,  2.64  per 
cent,  and  1920,  0.33  per  cent. 

He  said  in  1916  the  railroads  enjoyed  heavy  traffic  and  were 
operated  practically  to  capacity,  and,  therefore,  with  the  great- 
est economy,  because  material  and  labor  costs  had  not  then 
reached  war  levels.  He  said  the  returns  earned  from  operations 
for  the  years  1918  to  1920  could  not  be  taken  as  indicative,  for 
the  reason  that  the  traffic  rates  were  not  adjusted  to  meet  the 
current  costs. 

"Unless  a  fair  interpretation  is  given  to  the  federal  control 
and  transportation  acts,"  said  he,  "and  the  federal  control  con- 
tract, and  of  the  conditions  under  which  the  railroads  were 
taken  over  by  the  President,  the  amounts  of  federal  control  and 
guaranty  period  compensation  will  prove  theories  and  not  actu- 
alities, because  they  will  not  be  paid  to  the  railroads,  and  the 
cost  either  in  whole  or  in  part  of  restoring  the  properties  and 
the  disorganized  organizations  will  be  placed  on  the  corporations, 
which  would  be  an  injustice  and  would  endanger  their  financial 
condition." 

The  present  position  of  the  railroads,  he  said,  was  due  in 
many  particulars  to  world-wide  conditions,  which  prevail  in 
other  Industries  also.  He  said  the  difference  was  that  the  other 
industries  had  the  advantage  of  sharing  in  the  high  prices  and 
profits  of  the  war  period,  while  the  railroads  did  not.  He  also 
said  the  other  industries  could  fix  their  prices  and  wages  and 
shut  down  their  plants  if  business  did  not  warrant  operation. 
He  added  that  the  railroads  had  to  postpone  all  but  the  most 
necessary  expenditures  to  get  the  "requisite  financial  results  to 
allow  them  to  exist." 

Mr.  Rea  pointed  out  the  necessity  for  the  railroads  to  retain 
the  confidence  of  investors. 

"They  (the  investors)  must  have  some  definite  assurance," 

I  he,  "that,  although  they  cannot  obtain  one  penny  out  of 

railroad  revenues  until  the  railroads  pay   (1)  wages,  (2)   taxes, 

and  (3)  materials  and  all  other  expenses  of  operation,  yet  the 

allroads   are  still   backed   by  law  and   public  opinion,   so  that 

the  railroad  investment  will  be  preserved  under  railroad  regu- 

lion  and  a  fair  return  eventually  paid.     These  investors  and 

owners  must  further  believe  that  the  state  authorities  (although 


many  have  been  or  are  still  resisting  rate  increases)  will  be 
fair  and  the  employes  as  a  whole  will  be  reasonable  in  their 
demands,  and  will  eventually  have  the  interest  of  the  country 
and  owners  at  heart,  although  their  leaders  may  be  unwise  in 
insisting  on  a  continuation  of  high  wages,  and  the  wasteful  na- 
tional agreements  and  working  conditions  in  this  period  of  war 
adjustment  and  depression,  when  such  a  course  is  restricting 
business  and  is  forcing  unemployment. 

"Neither  individuals,  railroad  corporations  nor  governments 
can  escape  paying  the  cost  of  post-war  adjustment.  The  op- 
timism and  confidence  I  have  in  the  justness  of  public  opinion 
and  equitable  treatment  of  the  railroads  by  the  federal  and  state 
governments,  and  in  the  eventual  common  sense  and  loyalty 
of  railroad  employes,  do  not  change  my  belief  that  the  situation 
must  be  adjusted,  and  that  adjustment  cannot  be  effected  without 
a  sacrifice  in  which  all  must  bear  a  part.  The  sooner  we  real- 
ize this,  the  quicker  will  normal  conditions  be  reached." 

Discussing  the  results  obtained  under  the  transportation  act, 
Mr.  Rea  said  the  return  earned  by  all  the  railroads  for  the  six 
months  ended  February  28,  1921,  was  only  at  the  rate  of  about 
2%  per  cent  per  annum,  but  he  said  the  transportation  act  could 
not  be  blamed  for  the  deficiencies  of  return,  which  reflect  a 
world-wide  business  depression.  He  said  the  railroads  were 
hearing  a  part  of  the  costly  loss  of  traffic  incidental  to  the  eco- 
nomic readjustment.  He  said  he  hoped  the  bottom  had  been 
reached  in  the  business  depression,  but  that  he  must  point  out 
that  there  could  be  no  resumption  of  railroad  prosperity  until 
there  had  been  an  increase  in  the  movement  of  coal,  coke,  iron, 
steel  and  other  building  construction  materials^  and  heavy  prod- 
ucts. He  touched  on  the  necessity  for  reducing  labor  costs. 

"Therefore,"  he  continued,  "the  real  railroad  problem  at 
present  is  to  put  the  carriers  in  a  position  to  meet  their  obliga- 
tions and  support  their  investment  during  the  period  of  depres- 
sion. To  save  many  of  them  from  bankruptcy,  a  prompt  and 
adequate  reduction  in  wages  is  essential,  as  well  as  the  abolition 
of  the  wasteful  national  agreements,  and  the  substitution  there- 
for of  agreements  with  the  employes  that  will  promote  greater 
efficiency  and  provide  reasonable  working  conditions,  so  that 
the  wages  and  working  conditions  will  correspond  generally  to 
present  conditions.  It  is  not  a  question  of  any  controversy  with 
employes  or  labor  unions,  and  it  originates  from  no  desire  to 
see  that  railroad  men  are  not  paid  adequate  wages,  because  that 
would  be  hurtful  to  the  railroad  business  and  cause  the  better 
men  to  go  into  other  industries,  but  it  is  clearly  a  condition 
where  the  dollars  earned  are  not  sufficient  to  pay  the  wages, 
maintain  the  property,  and  also  enable  the  companies  to  meet 
their  obligations." 

Declaring  that  general  rate  reductions  are  impossible,  Mr. 
Rea  said:  "Under  the  conditions  outlined  it  is  clear  that  no 
horizontal  or  general  reduction  in  rates  can  be  granted,  until 
such  time  as  the  net  railway  operating  income  of  the  railroads 
shows  a  very  substantial  improvement  over  the  results  now 
obtaining,  which  are  at  present  insufficient  to  meet  their  fixed 
charges  and  usual  dividends,  and  also  until  the  railroads  have 
restored  any  inadequacy  of  maintenance.  Otherwise  the  rail- 
roads, having  no  margin  of  past  or  present  profits,  the  standard 
of  their  property  and  equipment  will  be  so  undermined  that  it 
will  take  many  years  to  recover.  Further,  until  the  foregoing 
economies  are  effected,  a  general  rate  reduction  would  not  be 
in  the  public  interest,  as  it  would  force  the  railroads  to  produce 
and  sell  transportation  for  less  than  cost,  and  it  is  extremely 
doubtful  if  it  would  stimulate  production,  or  increase  purchases, 
of  goods  by  the  public.  In  addition,  so  long  as  the  railroads 
cannot  earn  a  fair  return,  and  are  much  below  the  5%  per  cent 
return  on  the  value  of  their  property  as  contemplated  by  the 
transportation  act,  and  have  no  cash  surplus  from  the  previous 
years,  there  must  be  a  deficiency  in  transportation  facilities, 
equipment  and  service,  and  the  cost  of  that  deficiency  to  the 
public  is  much  greater  than  the  continuation  of  transportation 
rates  that  give  some  fair  measure  of  profits.  Under  such  con- 
ditions it  is  evident  that  no  steps  should  be  left  untaken  which 
will  strengthen  the  financial  position  of  the  railroads,  as  it  is 
evident  that  while  rates  should  not  be  reduced,  it  is  equally 
evident  that  they  cannot  be  increased  under  existing  conditions. 
Therefore,  I  feel  sure  from  the  inquiries  directly  made  in  this 
hearing  that  this  committee  will  be  interested  in  any  sugges- 
tions that  will  ameliorate  the  financial  position  of  the  railroads, 
especially  such  measures  as  may  be  carried  out  without  placing 
a  further  burden  on  general  business." 

Rea  Plan  for  Relief 

Continuing  his  statement  before  the  Senate  committee,  June 
1,  Mr.  Rea  suggested,  as  a  measure  of  further  relief  to  the  rail- 
roads, that  an  amendment  to  the  transportation  act  be  enacted 
to  insure  the  observance  of  the  promises  made  to  the  carriers 
when  their  properties  were  taken  over  by  the  government  as  to 
the  properties  being  maintained  during  the  period  of  federal 
control  in  as  good  repair  and  as  complete  equipment  as  when 
taken  over  by  the  government  He  referred  to  the  differences  be- 
tween the  railroads  and  the  Railroad  Administration  incident  to 
the  interpretation  of  the  standard  contract  and  as  to  the  mean- 
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>st  of  labor"  in  the  maintenance  provisions  of  the 

1 1  has  boon  the  view  of  the  Railroad  Administration,  long 
iietote  i Mf  present  Director-General  was  appointed."  said  he, 
i  he  pledge  of  the  President  will  have  been  redeemed,  and 
i  hi'  federal  control  net  and  contract  observed,  if  it  is  shown  that, 
having  regard  to  Hie  reduced  purchasing  price  of  the  dollar  in 
tin1  icderal  control  period,  relatively  as  many  dollars  were  spout 
upon  i  lie  properly  by  i  lie  Director-General  as  were  spent  by  the 

.'rations  in  the  so-called  test  period.    The  railroads  believe 
i  i  mi  iio  shown  that  the  same  amount  of  physical  repara- 
tion  was  not   produced  by  dollars  expended  in  the  federal  con- 
trol iicriod  as  in  the  tc.si  period,  and  therefore  the  pledge  of  the 
nt   and  of  Congress  has  not  been  made  good. 

•  'I'lic  railroads  contend  that  if  it  cost  thirty  cents  to  place 
in  tin'  track  in  the  test  period  and  took  an  hour's  time,  the 

or  is  entitled  to  have  a  tie  placed  in  the  federal  control 
period  whether  it  takes  two  or  more  hours,  and  that  the  full 

to  place  the  tie  shall  be  the  measure,  and  not  the  time  in- 
volved in  placing  it  in  the  test  period. 

"The   cross   tie   renewals   in   1918   and   1919   were   25,000,000 

in  'low  the  test  period  average,  sufficient  to  lay  nearly  9,000 
miles  of  track.  Rail  renewals  during  the  two  years  of  federal 
control  were  short  440,230  tons,  or  eleven  per  cent  below  the 
test  period.  There  was  also  a  shortage  of  1,816,100  cubic  yards 
ot  stone,  gravel  and  other  ballast  materials. 

"While  the  railroads  will  no  doubt  be  conceded  this  shortage 
of  materials,  yet  unless  the  full  labor  cost  of  the  installation  of 
such  materials  is  also  conceded,  there  will  be  a  consequent  loss 
which  would  be  passed  to  the  railroad  companies  by  a  misinter- 
pretation of  the  contract,  and  a  failure  to  redeem  the  President's 

iise  and  comply  with  the  act  of  Congress,  as  to  the  return 
ot'  these  properties  in  as  good  condition  as  when  taken  over." 

Based  on  the   Director-General's   recent  report   as  to  settle- 
is.  Air.  Rea  said  that  it  may  take  about  3</2  years  more  to 
u   all  claims,  and  if  appeal  must  be  made  to  the  Supreme 
Court  to  decide  the  meaning  of  the  federal  control  act  and  con- 
tract   as  they   may  apply   to  the  different  conditions  and   ques- 
tions on  each  road,  it  may  take  many  more  years. 

"The  essence  of  that  situation  is  that  many  of  the  roads 
will  be  forced  to  accept  much  less  than  they  are  entitled  to, 
and  accept  the  burden,  hoping  to  work  it  off  in  succeeding  years," 
said  he. 

"The  Director-General's  figures,  based  on  the  claims  already 
presented,  state  it  is  probable  that  the  under-maintenance  claims 
will  run  between  $700,000,000  and  $800,000,000.  He  further  states 
that  of  the  claims  of  all  kinds  already  presented,  covering  44 
roads  out  of  about  445  roads  and  systems  with  standard  con- 
tracts, those  allowed  in  final  settlement  aggregate  43.68  per  cent 
of  the  amount  claimed. 

"I  am  convinced  from  talks  with  other  railroad  executives 
that  this  question  of  under-maintenance  is  a  live  one,  combined 
with  the  failure  to  fund  all  capital  expenditures,  and  the  delay 
in  settlements  to  be  made  for  the  guaranty  period,  is  at  the  root 
of  the  weakness  of  railroad  credit  because  all  of  these  questions 
deprive  the  railroads  of  the  ready  cash  to  meet  current  require- 
ments and  to  place  their  property  in  efficient  condition. 

"The  main  point  to  my  mind  is  that  the  situation  will  not 
be  met  merely  by  legal  argument  but  that  substantial  justice 
should  be  done  to  the  railroads  through  the  fulfillment  of  the 
President's  recommendations  and  the  act  of  Congress  by  ensuring 
the  return  to  the  owners  of  their  property  and  equipment  in  sub- 
stantially as  good  condition  as  when  they  were  taken  over  by 
the  government." 

.Mr.  Rea  said  the  suggestions  he  made  with  reference  to 
settlements  growing  out  of  the  federal  control  period  applied 
also  to  the  six  months'  guaranty  period  and  he  deplored  the  delay 
of  the  Interstate  Commerce  Commission  in  passing  on  the  ques- 
tions involved  in  determining  the  carriers'  expenses  for  that 
period.  He  said  the  railroads  were  encountering  the  same  diffi- 
culties of  interpretation  of  the  terms  of  settlement  for  the  guar- 
anty period  as  for  the  period  of  federal  control.  He  said  he  be- 
lieved the  Interstate  Commerce  Commission  had  the  power  to 
settle  justly  with  the  carriers  as  to  the  expenses  of  operation 
and  maintenance  during  the  guaranty  period,  but  that  if  it  could 
not  exercise  its  discretion,  the  transportation  act  should  be 
amended  so  that  the  railroads  will  not  have  to  bear  a  portion  of 
the  cost  of  the  expenses  of  operation  and  maintenance  during  the 
guaranty  period. 

"It  is  estimated  that  this  would  repay  to  the  railroads  several 
hundreds  of  millions  of  money  actually  expended  for  operating 
and  maintenance  purposes  in  the  guaranty  period,"  said  he. 

"These  measures  of  relief  would  be  carried  out  with  marked 
benefit  in  strengthening  the  credit  and  financial  condition  of  the 

toads.  To  continue  the  present  situation  under  existing  con- 
ditions when  their  transportation  returns  are  insufficient,  Is  not 

i vly  exhausting  their  credit,  but  deprives  them  of  cash  essen- 
to  meet  their  requirements,  and  is  making  them  a  serious 
obstacle  to  the  resumption  of  normal  business  and  prosperity. 
"The  benefit  of  a  fair  and  prompt  interpretation  of  the  Presi- 
dent's  proclamation,   the   federal   control   act   and   contract,  and 
the  transportation  act  is  very  evident. 

"In  offering  these  various  suggestions  of  relief  to  the  rail- 


roads, relative  in  tin  Hiiidinr.  of  the  war  capital  expenditure! 
and  the  removal  of  din  >t  opinion  that  pr> 

and  fair  .setili  nients  for  the  federal  control  and  K'liir.  •"!•, 

1  do  not  think  lh;it  I  have  mmgested  anything  which  In  not  In 
the  public  interest,  and  which  ought  not  to  he  willingly  acquiesced 
In.  If  the  present  conditions  had  been  anticipated  I  cannot  doubt 
that  Congress  would  have  dealt  even  more  liberally  with  the 
railroad  companies  than  has  lieen  done  in  the  tniiiKportallon  art. 
I  feel  that  to  fail  to  deal  with  these  suggestion)!,  under  present 
conditions,  is  to  jeopardize  Die  credit  of  many  of  the  railroads, 
that  might  be  avoided  by  equitable  and  prompt  settlement  for  the 
federal  control  and  guaranty  periods  which  would  tide  them  over 
until  business  has  been  restored  to  normal  conditions.  I  would 
be  negligent  of  what  I  conceive  to  be  to  the  real  Interest  of  the 
country  in  this  difficult  transportation  situation,  and  to  the  In- 
vestors in  the  railroads.  If  I  did  not  bring  this  situation,  with- 
out criticism  of  any  government  officer  or  department  but  be- 
cause of  real  force  of  existing  conditions,  to  your  attention." 

Mr.  Thorn  made  a  statement  to  the  committee  explaining 
the  legal  aspects  of  the  differences  between  the  Railroad  Adminis- 
tration and  the  railroads  relative  to  the  standard  contract  provi- 
sions. He  said  the  railroads  contended  the  cost  of  labor  should 
be  determined  by  the  cost  of  a  given  unit  of  maintenance  work 
and  not  by  the  amount  of  wages  paid. 

Senator  Cummins  pointed  out  that  the  railroads  differen- 
tiated between  the  "cost"  and  "price"  of  labor. 

"You  might  call  it  the  unproductiveness  of  labor,"  said  Mr. 
Rea. 

Senator  Pomerene  said,  with  reference  to  the  proposed  amend- 
ments of  the  law,  that  Congress  might  take  the  view  of  the  Rail- 
road Administration.  Mr.  Rea  said  he  had  suggested  the  amend- 
ments to  avert  the  delay  in  making  settlements,  adding  that  the 
roads  could  not  live  through  a  delay  of  four  or  five  years. 

Senator  Watson  asked  what  it  would  cost  the  government 
for  undermaintenance  if  Mr.  Rea's  suggestions  were  carried  out. 
Mr.  Rea  said  he  could  give  no  estimate  for  the  country  as  a 
whole  and  Senator  Cummins  said  "we  are  very  much  in  the  dark 
as  to  what  the  aggregate  of  the  claims  will  be."  For  the  Penn- 
sylvania System  alone,  Mr.  Rea  said,  the  claims  for  undermainte- 
nance of  roadway  and  structures  during  federal  control  aggre- 
gated about  $40,000,000.  He  said  that  was  illustrative  of  the 
general  situation.  As  to  the  Director-General's  estimate  that 
the  undermaintenance  claims  would  run  from  $700,000,000  to 
$800,000,000,  Mr.  Rea  said  he  was  not  willing  to  commit  him- 
self to  thsoe  figures,  but  that  he  did  not  want  to  see  the  rail- 
roads paid  a  penny  that  was  not  due  them. 

Statement  by   Walber 

John  C.  Walber,  secretary  of  the  bureau  of  information  for 
the  eastern  carriers,  which  bureau  deals  with  labor  matters,  sub- 
mitted a  detailed  statement  to  the  committee  designed  to  show 
the  inequalities  in  the  treatment  of  railroad  employes  resulting 
from  the  standardization  of  wages  by  the  Railroad  Administra- 
tion. He  reviewed  the  numerous  wage  orders,  ^classifications 
and  other  adjustments  made  during  the  period  of  federal  control. 
He  said  much  of  the  loss  of  morale  of  railroad  employes  during 
the  war  period  was  due  to  disparities  resulting  from  the  wage 
orders. 

"The  reclassification  of  employes  in  the  shop  and  telegraph 
service  and  the  rigid  application  of  the  bases  of  pay  and  rules 
throughout  the  United  States  in  disregard  of  the  diversified  con- 
ditions encountered  have  produced  some  very  remarkable  and, 
in  fact,  grotesque  results,"  said  Mr.  Walber,  after  giving  an  esti- 
mate that  the  wage  scales  of  approximately  73  per  cent  of  the 
railroad  employes  were  standardized  during  the  period  of  federal 
control.  "It  will  be  apparent  to  this  committee  that  even  the 
general  description  of  these  wage  orders  shows  that  disparities 
were  bound  to  result  and  inequalities  must  have  been  the  natural 
consequence,  with  the  resultant  effects  upon  the  morale  of  the 
employes,  who,  it  can  be  relied  upon,  are  familiar  with  what 
other  employes  receive  and  who  may,  perhaps  not  deliberately, 
reflect  their  dissatisfaction  in  the  character  of  the  service  they 
render. 

"The  practical  effects  of  the  national  agreements  were  pre- 
sented to  the  United  States  Railroad  Labor  Board  and  under  their 
decision  119,  they  are  to  be  cancelled  July  1.  Just  what  relief 
will  result  will  depend  upon  the  ability  of  the  management  and 
the  representatives  of  the  employes  to  negotiate  new  agreements, 
and  in  the  event  of  their  failure  to  reach  complete  settlements, 
what  rules  the  Labor  Board  will  decide  shall  be  adopted.  The 
question  is  far  from  being  settled.  From  the  newspaper  accounts 
it  appears  that  it  is  generally  assumed  that  the  decision  of  the 
Labor  Board  will  relieve  the  railroads  of  the  entire  expense  of 
these  rules.  This  is  purely  speculative  and  in  the  present  situa- 
tion I  cannot  see  how  any  one  can  calculate  what  will  be  saved 
to  the  railroads. 

"It  also  appears  that  when  Congress  was  considering  the 
legislation  which  culminated  in  the  transportation  act  it  must 
have  been  aware  of  at  least  some  of  the  conditions  attaching 
to  the  standardization  of  railroad  wages  and  working  conditions, 
and  that  relief  therefrom  would  result  from  the  requirement 
that  In  fixing  just  and  reasonable  wages  and  working  conditions 
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the  United  States  Railroad  Labor  Board  must  take  into  considera- 
tion among  other  relevant  circumstances: 

••(1)  The  scales  of  wages  paid  for  similar  kinds  of  work  in 
other  industries. 

"(2)     The  relation  between  wages  and  the  cost  of  "vmS- 
"In  our  opinion.  Congress  must  have  had  in  mind  that  these 
elements  would  be  given  the  most  direct  *nd  specific  application 
permissible   under  the   circumstances   in   order  to   fix   just   and 
Reasonable  wages  and  working  conditions,  as  it  is  . obvious  that 
with  the  diversified  conditions  in  a  country  so  large  as  U 
States,  the  establishment  of  rigid  and  inflexible  rules  which  can- 
not take  into  consideration  these  diversified  conditions    must  to 
a  large  extent  fall  far  short  of  meeting  the  requirements  of  just- 
ness  and  reasonableness. 

"The  extent  of  the  relief  to  be  obtained  from  the  oppressive 
conditions  inherited  from  federal  control  will  very  largely  de- 
pend upon  the  recognition  given  to  these  provisions  by  the  Unltt 
Slates  Labor  Board  in  the  disputes  now  pending  concerning  re- 
ductions in  the  wage  scales  and  also  appeals  which  will  Probably 
have  to  be  made  to  them  concerning  rules,  in  the  event  the  labor 
organizations  continue  to  adhere  to  certain  of  their  principles  as 
in  the  past." 

Mr  Walber  said  that  up  to  1916,  when  the  first  national  wage 
movement  on  the  railroads  began,  which  resulted  in  the  passage 
of  the  Adamson  law,  most  classes  of  employes  were  dealt  with 
on  the  individual  roads  and  rates  of  pay  varied  widely  in  ac- 
cordance with  local  conditions.  The  railroads  made  many  wage 
increases  in  1916  and  1917  and  upon  the  announcement  of  the 
roads  being  taken  over  by  the  government  all  classes  of  employes 
formulated  requests  for  increases.  After  hearings  before  the 
Railroad  Wage  Commission,  Director-General  McAdoo,  on  May  25, 
1918,  issued  General  Order  No.  27,  based' on  its  recommendations, 
which  he  estimated  resulted  in  increases  amounting  to  $360,000,- 
oOO  per  annum.  No  standardization  of  wages  was  recommended 
by  this  commission,  Mr.  Walber  said,  but  dissatisfaction  with  the 
award  on  the  part  of  numerous  classes  of  employes  led  to  re- 
considerations by  the  Railroad  Administration  of  various  phases 
of  the  award  and  reclassification  of  employes  in  numerous  sup- 
plements, interpretations  and  addenda  to  the  original  wage  order, 
and  the  Railroad  Administration  decided  to  standardize  the 
rates  for  all  the  skilled  crafts  for  the  entire  country. 

"The  total  of  these  various  increases  as  estimated  by  the 
Director-General  in  his  testimony  before  the  House  Appropria- 
tions Committee  amounted  to  1965,000,000  per  annum,"  Mr.  Wal- 
ber said.  "This  represented  the  charges  to  operating  expenses. 
As  these  wage  scales  also  applied  to  employes  engaged  in  work 
chargeable  to  capital  accounts,  which  represents  approximately 
10  per  cent,  it  would  make  the  total  increase  approximately  |1,- 
071,000,000  and  if  the  estimate  was  based  on  the  1918  hours  it  is 
obvious  that  for  the  year  1920  the  additional  cost  would  at  least 
be  greater  in  proportion  to  the  increased  number  of  hours. 

"Supplement  No.  4  to  General  Order  27  was  the  beginning 
of  the  reclassification  of  employes  in  the  mechanical  department, 
which  in  addition  to  putting  into  effect  the  eight-hour  day  with 
time  and  one-half  for  overtime,  effective  August  1,  1918,  also  pro- 
vided minute  designations  of  the  work  to  be  performed  by  the 
respective  classes  and  required  that  work  which  had  ordinarily 
been  performed  by  laborers  at  the  laborer's  rate,  be  performed 
by  mechanic's  helpers  at  a  higher  rate. 

"The  uniform  application  of  the  eight-hour  day  to  all  these 
different  classes  of  employes  working  under  different  conditions 
produced  very  pronounced  distortions  in  the  monthly  earnings 
of  these  different  classes  of  employes  themselves  and  also  in 
comparison  with  other  classes  of  employes,  resulting  in  outspoken 
dissatisfaction.  In  the  case  of  car  inspectors,  it  resulted  in  an 
increase  of  226.5  per  cent  in  1918  as  compared  with  1916  and  in 
the  case  of  car  repairers  in  an  increase  of  208  per  cent." 

Great  disparities  also  resulted,  he  said,  from  the  application 
of  minimum  rates  to  large  numbers  of  employes  who  had  previ- 
ously received  different  rates  in  accordance  with  different  con- 
ditions, and  also  from  the  methods  used  in  converting  former 
monthly  rates  to  new  hourly  rates.  For  example,  he  said  six 
employes  in  telegraph  and  station  service,  each  paid  $75  a  month, 
because  of  the  difference  in  the  number  of  hours  and  days  they 
worked  received  hourly  averages  ranging  from  20.55  cents  to  35.94 
cents.  Undet  supplement  No.  13  to  General  Order  27  their  rates 
were  changed  to  an  hourly  basis  of  51%  cents  each,  which  pro- 
duced increases  ranging  from  43.99  to  151.82  per  cent. 

"It  must  also  be  recognized,"  he  said,  "that  for  the  different 
kinds  of  positions  covered  by  the  supplement  it  had  been  the 
general  practice  to  have  different  rates,  and  the  introduction  of 
the  minimum  rates  with  the  formulae  for  conversion,  practically 
destroyed  the  relations  between  the  different  kinds  of  positions, 
which  naturally  must  have  affected  tne  morale  of  the  service." 
As  approximately  50  per  cent  of  the  railroad  employes  of  the 
1,'nited  States  are  on  the  eastern  railroads,  the  increases  result- 
ing from  these  orders,  Mr.  Walber  said,  could  not  be  distributed 
with  any  degree  of  uniformity  upon  all  the  railroads,  and  while 
the  increase  in  the  average  annual  compensation  per  employe 
in  train  service  in  the  United  States  from  1916  to  1920  was  84  6 
per  cent,  in  the  eastern  territory  it  was  94.23  per  cent. 


Statement  by   Rea 


Mr  Rea  on  conclusion  of  his  testimony  before  the  committee 
made  the  following  statement  with  respect  to  his  suggestion  to- 
the  improvement  of  the  financial  condition  of  the  railroads: 

"I  was  greatly  impressed  by  the  desire  of  the  committee 
ascertain  the  real  facts  of  the  railroad  situation. 

"My  suggestions  were  two  in  number  and  require  no  new 
legislation  to  make  them  effective.  The  President,  the  Director 
General  and  the  Commission  have  full  power  and  discretion  t( 
deal  with  these  suggestions  and  so  to  help  the  railroad  situation 
"My  first  suggestion  is  the  release  of  amounts  due  to  the  rail- 
roads for  federal  control  but  now  held  by  the  Railroad  Adminis- 
tration as  offsets  to  capital  expenditures  made  during  federal 
control.  To  fund  all  of  these  capital  expenditures  would,  I  estimate, 
release  and  pay  several  hundreds  of  millions  of  current  cash, 
due  by  the  government,  into  the  hands  of  the  railroads  as  work- 
ing capital  and  also  to  purchase  materials  and  supplies  and  meet 
other  obligations.  The  present  railroad  revenues  are  not  ade- 
quate to  meet  these  necessities. 

"My  second  suggestion  is  that  a  delay  of  three  and  a  half 
years  or  more  in  settling  undermaintenance  questions,  for  both 
the  federal  control  and  guaranty  periods,  be  eliminated  by  prompt 
decisions  that  would  in  effect  redeem  the  promise  of  the  President, 
the  federal  control  act  and  the  transportation  act  to  return  the 
roads  and  their  equipment  in  as  good  condition  as  when  they  were 
taken  over  as  a  war  measure  or  else  pay  the  cost  of  physical 
reparation  necessary  to  put  them  in  that  condition.  This  means 
that  there  would  be  made  available  several  hundred  more  millions 
that  the  railroads  believe  are  justly  due  them  for  undermainte- 
nance and  to  meet  the  operating  and  maintenance  deficit  in  the 
guaranty  period. 

"The  combined  result  of  prompt  payments  called  for  by  these 
suggestions  would  mean  the  immediate  resusitation  of  railroad 
credit  and  would  effect  to  a  remarkable  degree  the  serious  situa- 
tion that  arises  in  part  from  the  depression  of  the  last  six  months. 
"These  settlements  would  prove  one  of  the  greatest  benefits 
in  the  resumption  of  activity  by  our  industries  and  all  concerns 
supplying  materials  and  supplies  consumed  by  the  railroads,  rang- 
ing from  the  farms  to  the  mills  and  the  mines  of  the  country, 
and  would  give  employment  to  many  who  are  now  idle." 

Mr.  Walber  completed  the  reading  of  his  statement  June  2, 
relative  to  changes  in  rates  of  pay  resulting  from  the.  various 
orders  of  the  Railroad  Administration.  The  statement  was  in 
detail  and  at  the  request  of  Senator  Cummins  the  witness  ab- 
breviated the  presentation  of  his  testimony  considerably.  The 
senator  said  it  was  impossible  to  follow  the  figures  intelligently 
just  by  hearing  them  read.  He  said  what  the  committee  wanted 
was  the  effect  the  orders  of  the  Railroad  Administration  had  on 
the  expenses  of  the  carriers  after  March  1,  1920,  and  Senator 
Kellogg  suggested  that  a  condensed  statement  be  prepared  by 
Mr.  Walber  along  that  line. 

E.  T.  Whiter,  assistant  to  the  vice-president  of  the  Pennsyl- 
vania in  charge  of  personnel  and  chairman  of  the  conference 
committee  which  represented  the  railway  executives  before  the 
Labor  Board  at  the  hearings  on  the  national  agreements,  followed 
Mr.  Walber.  He  discussed  the  "drastic  results"  of  the  national 
agreements  and  gave  a  review  of  the  railroads'  testimony  before 
the  Labor  Board  on  that  subject.  He  read  part  of  the  state- 
ment which  Mr.  Atterbury  had  submitted  to  the  Labor  Board. 
The  railway  executives  have  practically  completed  the  pre- 
sentation of  their  case  before  the  committee.  Mr.  Wettling, 
statistician  for  the  carriers,  was  to  submit  statistical  studies  on 
revenues  and  expenses,  after  Mr.  Whiter  had  concluded. 

Senator  Cummins  conferred  with  Chairman  Clark  of  the 
Commission  late  June  1.  He  said  he  discussed  several  phases  of 
the  railroad  situation  but  would  not  go  into  detail  as  to  the 
purpose  of  his  visit. 

At  the  conclusion  of  the  hearing  before  the  Senate  committee, 
June  3,  Senator  Cummins  announced  that  inquiry  into  the  rail- 
road situation  would  be  suspended  until  Tuesday,  June  14,  and 
adjournment  was  taken  until  that  date.  He  said  it  was  imper- 
ative for  the  committee  to  turn  its  attention  to  other  matters. 
A  number  of  transportation  bills  which  have  been  introduced 
will  be  considered  by  the  committee  next  week.  It  is  expected 
action  will  be  taken  on  the  bill  amending  the  valuation  section 
of  the  interstate  commerce  act,  so  as  to  relieve  the  Commission 
of  ascertaining  and  reporting  the  cost  of  reproduction  of  carrier 
lands  in  valuation  proceedings.  Mr.  Whiter  was  in  the  midst 
of  an  explanation  of  rules  under  national  agreements  when  ad- 
journment was  taken,  and  he  will  complete  his  testimony  when 
the  hearings  are  resumed. 


ARIZONA   INTRASTATE    RATES 

The  Commission,  in  special  permission  No.  53129,  dated  M:iy 
26,  has  authorized  carriers  to  disregard  tariff  filing  rules  in  the 
publication  of  supplements  making  operative  increases  in  Ari- 
zona intrastate  rates  authorized  in  docket  No.  11971,  dated  May 
3,  and  reported  in  61  I.  C.  C.  572.  The  permission  authorizes 
them  to  take  the  comparatively  expeditious  and  inexpensive 
route  in  putting  the  higher  rates  into  effect  Hint  it  h;is  author- 
ized in  all  other  intrastate  rate  cases. 
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HARDING  WANTS  RATES  REDUCED 

Tht  Traffic   ll'mlj   ll'ashinalon  Durrau 

Alter  about  tin i •>•  weeks  of  apparent  inattention  to  It,  Presl- 
ilnii  Harding,  May  31,  again  took  up  the  railroad  problem.  On 
that  and  the  following  day  he  brought  the  subject  to  the  front 
more  prominently  than  ever  before. 

On  May  31  it  became  known  thai  the  White  House  view 
was  that  about  the  onlj  thing  that  had  been  brought  out  at  lh-' 
inquiry  liy  the  Senate  committe  on  interstate  commerce  w:m 
the  belief' or  claim  of  the  railroad  executives  that  they  could  not 
reduce  rates  immediately,  and  that  the  Harding  administration 
was  not  inclined  to  accept  that  view. 

President  Harding  further  astonished  official  Washington, 
June  1,  by  making  a  personal  call  on  Chairman  Clark,  in  whose 
oilice  lie  met  the  other  members  of  the  Commission.  Such  a 
thing  never  before  had  been  done  by  a  president.  Mr.  Harding, 
accompanied  by  two  secret  service  men,  walked  over  to  the 
Commission's  office. 

At  luncheon  on  May  31  his  guests  were  Senator  Cummins 
and  Director-General  Davis.  They  talked  with  a  view  to  ex- 
pediting the  settlement  of  the  claims  of  railroads  arising  under 
federal  control  and  concerning  the  funding  of  what  the  railroads 
owe  the  government  as  reimbursement  for  capital  expenditures 
made  by  the  government  while  it  had  the  property  of  the  rail- 
road companies  in  its  possession. 

The  object  of  the  talk  at  luncheon  was 'to  enable  the  Presi- 
dent to  obtain  an  idea  whether  there  could  not  be  greater  speed 
in  paying  the  claims  of  the  railroads  so  they  would  have  money 
with  which  to  carry  on  business  during  the  period  of  poor  busi- 
ness. 

Samuel  Rea,  president  of  the  Pennsylvania  Railroad,  in 
testimony  before  the  Senate  committee  an  hour  or  two  before 
the  luncheon,  had  put  forward  the  suggestion  that  the  govern- 
ment, in  making  settlements  with  the  railroads,  should  not 
require  them  to  reimburse  it  for  capital  expenditures  made  by 
it  for  them,  but  should  pay  the  claims  in  full,  taking  bonds  of 
the  railroads  in  cancellation  of  its  claims  on  them  for  such 
reimbursement.  In  that  way,  Mr.  Rea  suggested,  the  railroads 
would  obtain  funds  needed  by  them  in  this  trying  time.  During 
federal  control  the  government  spent  about  $1,200,000,000  for 
equipment,  extensions,  betterments,  and  improvements  charge- 
able to  capital  account.  One-fourth  of  that  sum  was  for  equip- 
ment. The  railroads  have  paid  that  sum  by  giving  equipment 
trust  bonds  payable  in  annual  installments  in  fifteen  years. 
The  Rea  suggestion  is  that  the  $750,000,000  or  $800,000,000  due 
the  government  from  the  railroads  be  likewise  funded,  instead 
of  taken  from  the  amounts  found  to  be  due  the  railroads.  Presi- 
dent Harding  listened  to  that  suggestion  with  great  interest. 

The  President  called  on  Chairman  Clark  on  the  morning  of 
June  1  and  requested  the  opportunity  to  meet  the  other  mem- 
bers of  the  Commission.  He  said,  after  meeting  them  informally, 
that  he  had  called  informally  because  he  recognized  that  the 
Commission  was  the  rate-making  agency  of  Congress  and,  inas- 
much as  he  had  the  right  to  communicate  directly  with  Con- 
gress, he  wanted  to  communicate  directly  with  the  agency.  He 
made  inquiry  regarding  the  progress  being  made  in  revising 
numerous  rates  where  the  horizontal  increase  put  a  burden  on 
some  commodities  that,  in  the  opinion  of  complainants,  was 
greater  than  the  traffic  would  bear  and,  according  to  reports 
from  the  White  House,  he  was  gratified  to  learn  that  the  Com- 
mission had  been  working  en  revisions  by  the  process  of  ob- 
taining concerted  action  by  carriers  and  shippers.  The  specific 
matter  he  had  in  mind  was  the  possibility  of  a  modification  of 
the  fruit  rates,  as  to  which  there  had  been  so  much  complaint 
from  the  west.  He  was  informed  that  they  were  under  con- 
sideration. He  was  gratified,  it  was  said,  to  learn  that  many 
inequalities  had  been  eliminated  though  the  public,  the  White 
House  indicated,  had  little  information  about  them.  He  ex- 
pressed satisfaction  in  meeting  the  commissioners  and  said  he 
wanted  to  be  helpful  whenever  possible. 

That  surprising  morning  call  and  the  announcement  that 
the  Labor  Board  had  ordered  wage  cuts,  effective  July  1,  that 
may  save  the  railroads  $400,000,000  a  year,  caused  speculation 
as  to  on  what  and  how  soon  there  would  be  reductions  in  rates. 
Public  men  and  newspaper  correspondents  seemed  amazingly 
ignorant  of  the  fact  that  the  reduction  in  operating  cost  ordered 
by  the  Labor  Board  could  hardly  be  utilized  to  bring  about  any 
reductions  in  rates  not  now  in  contemplation.  They  seemed  not 
to  know  that  many  well-managed  railroads,  in  the  early  part  of 
the  year,  were  spending  more  than  a  dollar  to  earn  a  dollar  and 
that  the  deficits  then  incurred  could  not  be  wiped  out  with  re- 
ductions in  operating  expenses  that  do  not  even  begin  until  a 
month  hence.  There  was  a  fear  among  traffic  men  that  the 
reduction  in  wages  ordered  by  the  Labor  Board  would  be  taken 
by  the  public  to  mean  that  there  could  be  reductions  in  rates. 

The  Rea  proposal  to  have  the  obligations  of  the  railroads 
to  the  government  funded  instead  of  taken  from  what  is  due 
them  on  final  settlement  of  account,  is  a  proposition  not  im- 
mediately connected  with  the  rate  situation,  but,  if  adopted, 
it  would  also  help  to  keep  the  carriers  back  from  the  brink  of 
bankruptcy  on  which  they  have  been  standing  since  the  begin- 


ning of  the  business  depression.  It  would  Klvt-  them  a  little 
money  to  be  used  as  i>),.  i  .ilmj;  lapital.  It  would  enable  Hinne 
of  them  to  go  ahead  wiMi  c<|uipiMcnt  repair  programs  which 
had  in  he  ditched  when  !);.•  revenues  began  falling  off  no  that 
the  operating  ratio  of  well  managed  railroads  either  hovered  near 
100  or  went  over  that  figure. 

Senator  Ciniiinlns  sairl  the  question  of  funding  the  roads' 
indebtedness  to  the  guvei  iiiiiciii,  an  suggested  by  Mr  !(•  a.  and 
the  question  c,f  making  as  speedy  settlement  an  possible  with 
the  railroads  in  order  to  wind  up  the  affairs  of  the  Railroad 
Administration  were  discussed  at  the  luncheon  with  the  Presi- 
dent. Director-General  Davis  declined  to  comment  on  the 
luncheon  except  to  say  that  he  had  had  a  delightful  time. 

The  supposed  view  of  the  administration  that  perhaps  there 
i  .in  be  a  reduction  in  rates  now  is  not  held  by  Senator  Cumn 
In  discussing  the  luncheon,  he  said  It  was  all  very  well  to  talk 
about  rate  reductions,  but  that  rates  could  not  be  reduced  until 
the  operating  expenses  of  the  railroads  had  been  brought  down. 
He  said  there  were  some  hopeful  signs  looking  toward  a  reduc- 
tion in  operating  expenses. 

"When  we  propose  to  cut  rates,  however,"  he  said,  "we  must 
be  prepared  to  face  a  deficit  of  $600,000,000  to  $1,000,000,000 
which  the  government  would  have  to  pay  under  present  condi- 
tions. We  do  not  want  to  force  the  railroads  back  into  govern- 
ment operation,  because  that  would  probably  cost  the  govern- 
ment from  $1,000,000,000  to  $2,000,000,000  annually." 

According  to  information  given  to  Senator  Cummins,  a  test 
suit  is  being  planned  by  the  carriers  to  have  the  Court  of  Claims 
pas.s  on  the  differences  between  them  and  the  Railroad  Adminis- 
tration as  to  the  terms  of  settlement  for  the  federal  control 
period. 

It  is  believed  to  be  safe  to  say  now  that  reports  that  Presi- 
dent Harding  favors  a  general  rate  reduction  are  without  foun- 
dation, no  matter  what  he  may  have  thought  when  he  first  began 
consideration  of  the  matter.  The  most  he  seems  to  expect  is 
that  injustices  and  inequalities  created  by  the  last  general  ad- 
vance in  rates,  known  as  Ex  Parte  No.  74,  will  be  removed  as 
quickly  as  possible. 

Uncertainty  as  to  what  he  expected  or  hoped  to  accomplish 
was  created  when,  on  May  31,  he  indicated  that  the  administra- 
tion was  not  inclined  to  accept  the  claim  of  the  railroad  execu- 
tives that  there  can  be  no  immediate  reduction  in  rates,  and 
his  visit  to  the  Interstate  Commerce  Commission  on  the  follow- 
ing day.  The  impression  created  by  what  he  said  on  May  31  in 
a  conference  with  newspapermen  after  the  cabinet  meeting  was 
that  he  expected  general  reductions  in  rates.  The  indication 
that  the  administration  was  not  inclined  to  accept  the  claim 
that  there  could  be  no  immediate  reduction  in  rates  was  given 
in  connection  with  a  question  as  to  whether  the  Cummins  inquiry 
had  developed  anything  of  value.  The  President's  idea  of  that  in- 
quiry seemed  to  be  that  the  chief  thing  developed  was  the  claim 
of  the  railroad  executives  that  they  could  not  reduce  rates  im- 
mediately. That  claim,  it  was  indicated,  the  administration  was 
not  inclined  to  accept.  The  implication  seemed  fair  that  the 
administration  was  inclined  to  think  there  could  be  immediate 
reduction. 

On  what  ground  the  administration  might  hold  a  view  con- 
trary to  that  of  the  executives,  developed  the  next  day  in  the  con- 
ference between  the  President  and  the  Commissioners.  It  then  ap- 
peared that  at  the  cabinet  meeting  of  May  31  a  member  of  the 
President's  official  family  had  said  that  nothing  was  being  done  to 
remove  the  injustices  created  by  Ex  Parte  No.  74. 

That  declaration,  that  nothing  was  being  done,  constrained 
Mr.  Harding  to  call  on  the  commissioners.  He  went  to  find  out 
the  truth  about  the  matter. 

Authoritatively,  after  the  conference,  it  was  stated  that  he 
"was  gratified  to  learn  that  the  Commission  has  been  working 
on  revisions  by  the  process  of  securing  concerted  action  on  the 
part  of  carriers  and  shippers.  *  *  *  He  was  gratified  to  learn 
how  many  inequalities  have  been  eliminated,  although  the  public 
has  had  little  information  about  them." 

Ample  assurance  of  the  fact  that  he  was  surprised  and  grati- 
fied to  learn  what  had  been  done  by  the  carriers,  the  shippers,  and 
the  commissioners  was  obtained,  before  the  fact  that  an  authori- 
tative statement  to  that  effect  had  been  made,  from  members  of 
the  Commission. 

The  Commissioners  told  him  about  the  readjustments  that 
have  been  made  in  lake  cargo  coal  rates,  rates  on  the  raw  ma- 
terials used  in  making  cattle  feed,  sand,  gravel  and  crushed 
rock  and  the  whole  list  of  things  familiar  to  readers  of  The 
Traffic  World.  The  Commissioners  told  him  that  in  their  report 
on  Ex  Parte  No.  74  they  had  said  that  inequalities  would  be 
created  and  that  it  expected  the  carriers  to  eliminate  them,  by 
means  of  conferences  with  shippers,  without  coming  to  the  Com- 
mission, except  In  cases  of  disagreement  In  other  words,  there 
would  have  to  be  specific,  not  general,  reductions. 

Confirmation  as  to  the  character  of  the  talk  between  the 
President  and  the  Commissioners  comes  from  men  who  do  not 
agree,  politically,  with  him.  There  was  no  suggestion  of  inter- 
ference or  dictation.  Nor  was  there  any  suggestion  that  the 
President  was  thinking  that,  because  there  has  been  a  reduction 
in  rates  of  wages,  effective  a  month  hence.  It  should  be  matched 
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by  a  reduction  in  rates.  On  the  contrary,  the  President  was 
hunting  for  information.  He  obtained  it,  and,  as  before  indi- 
cated, he  was  gratified  to  find  that  the  report  brought  to  the 
cabinet  meeting,  that  nothing  had  been  done,  was  not  accurate. 
It  was  as  misleading  as  it  could  be. 

As  an  illustration  of  how  the  reduced  wages  ordered  by  the 
Labor  Board  are  being  made  the  excuse  for  suggesting  reduc- 
tion in  rates,  W.  C.  Lee,  head  of  the  trainmen,  in  answer  to  a 
question  as  to  what  the  attitude  of  railroad  labor  would  be 
toward  the  wage  reduction,  said  their  attitude  would  depend 
largely  on  whether  the  wage  cuts  were  followed  by  rate  reduc- 
tions. "If  wages  are  cut,  rates  should  be  cut  correspondingly," 
he  said. 


CAL.  CONGRESSMEN  PETITION  HARDING 

The  Traffic  World   Washington  Bureau 

An  appeal  to  President  Harding  to  "save  the  California  fruit 
and  vegetable  growing  industry  from  destruction"  was  signed, 
June  1,  by  all  members  of  the  California  delegation  in  the  House 
of  Representatives.  The  appeal  declared  that  the  reduction 
in  freight  rates  on  "perishable  and  high  tonnage  commodities" 
is  "imperative"  for  the  relief  of  "this  important  industry." 

The  petition  as  sent  to  the  President  reads: 

"We,  the  undersigned  members  of  the  California  delegation 
in  Congress,  respectfully  ask  your  attention  to  the  disastrous 
consequences  of  the  present  high  freight  rates  to  growers  of 
fruits  and  vegetables  in  the  state  of  California.  The  freight 
rates  on  these  heavy  tonnage  perishables,  which  in  the  past  were 
always  a  very  large  proportion  of  the  gross  return  to  the 
grower,  have  been  increased  to  such  an  extent  that  they  now 
absorb  the  entire  gross  return,  and  in  many  cases  exceed  it. 
I'nder  such  conditions  the  crops  cannot  be  shipped  to  eastern 
markets  except  at  a  heavy  loss  and  the  inevitable  result  is  that 
large  quantities  of  fruits  and  vegetables  are  being  wasted, 
thousands  of  growers  are  facing  ruin  and  the  entire  perishable 
industry  in  the  state  of  California  is  threatened  with  destruction. 

"There  is  no  measure  of  alleviation  in  the  fact  that  present 
shipments  of  these  commodities  may  appear  to  be  large,  for  all 
such  shipments  are  made  at  a  heavy  loss  and  are  made  only 
because  the  cultural  expenses  have  already  been  incurred,  the 
crops  already  have  been  grown  and  their  sale  reduces  to  some 
slight  extent  the  losses  that  would  occur  if  the  crops  were 
plowed  under.  With  the  continued  losses  to  the  growers  caused 
by  the  high  freight  rates  absorbing  all  of  the  gross  return  and 
more,  there  will  be  no  future  crops.  Even  now  orchards  are 
being  rooted  up,  and  vegetable  farms  converted  to  other  uses; 
spraying,  fumigation,  and  other  cultural  work  essential  to 
future  production  has  practically  ceased. 

"Orchards  and  produce  farms  are  no  longer  assets  to  the 
owners;  the  last  two  increases  in  freight  rates  have  imposed 
a  burden  on  the  California  growers  equivalent  to  a  mortgage 
of  more  than  the  former  value  of  the  orchards  and  farm  lands. 
This  entire  industry,  one  of  vast  importance  to  the  state  of 
California,  the  products  of  which  in  recent  years  have  amounted 
to  over  150,000  carloads  annually  and  millions  of  dollars  in 
value,  and  an  industry  which  furnishes  the  means  of  livelihood 
to  thousands  of  citizens,  has  been  brought  to  the  point  of  an- 
nihilation by  the  present  excessive  freight  rates. 

"Immediate  and  substantial  reduction  of  the  present  freight 
rates  on  these  perishable  and  heavy  tonnage  commodities  is 
imperative.  By  this  means  alone  can  the  fruit  and  vegetable 
growing  industry  of  the  state  of  California,  one  of  the  most  im- 
portant of  the  state's  industries,  be  saved  from  complete  destruc- 
tion in  the  immediate  future. 

"The  seriousness  of  the  situation  demands  immediate  action 
We  earnestly  ask  your  assistance  in  securing  prompt  relief  from 
these  burdensome  and  excessive  freight  rates  for  the  state  of 
California  and  its  citizens." 


ROAD  MATERIAL  AND  LUMBER  CON- 
FERENCES 

The  Traffic  World  Washington  Bureau 

Traffic  executives,  representing  the  big  districts  into  which 
the  Commission  divided  the  country  for  rate-making  purposes 
under  the  chairmanship  of  George  H.   Ingalls,  of  the  Western 
trict,  held  a  short  conference,  June  2,  with  representatives 
sand  and  gravel  producers,  headed  by  E.  Guy  Sutton     The 
conference  was  the  outcome  of  an  effort  to  get  a  much  larger  one 
on  May  13.  which  failed  on  account  of  publicity  that  was  ob- 
noxious to  the  railroad  executives. 

The  conference  was  held  in  Lincoln  Green's  office  Washing- 

on,  and  was  primarily  for  the  purpose  of  placing  facts  before 

the  traffic  executives,  showing  that  high  rates  are  preventing  the 

lovement  of  that  kind  of  low-grade  traffic.    The  shippers  did  not 

to  extract  a  promise  from  the  carriers  that  they  would  make 

'ions,  but  they  hope  the  facts  presented  by  them  will  result 

n   readjustments   such  as   the  New  Haven  felt  constrained   to 

make  some  time  ago. 

After  the  sand  and  gravel  producers  had  talked  to  the  traffic 


executives,  representatives  of  nearly  all  lumber  associations  in 
the  country  laid  facts  about  their  business  before  the  railroad 
men,  claiming  that  Mr.  Chambers,  in  his  testimony  before  the 
Cummins  committee,  was  in  error  when  he  contended  that  build- 
ing was  about  the  same  in  all  parts  of  the  country.  Junius  Browne, 
for  California  Redwood  Lumbermen,  said  that  a  phenomenal 
building  program  was  being  carried  out  in  Seattle,  Tacoma  and 
Portland.  He  said  that  if  every  city  in  the  country  was  build- 
ing as  they  are,  railroads  would  be  hauling  more  lumber  than 
ever  in  their  history.  He  contended  that  high  rail  rates  are 
stopping  business.  He  said  that  during  the  first  quarter  of  last 
year  water  shipments  from  the  Pacific  North  Coast  to  Atlantic 
ports  amounted  to  only  1,200,000  feet,  while  this  year  they 
amounted  to  more  than  42,000,000  feet.  Building  in  the  three 
cities  mentioned,  Browne  said,  was  due  to  the  fact  that  lumber 
could  be  had  there  without  a  rail  haul.  Southern  hardwood  men 
made  a  plea  for  rates  on  their  kind  of  lumber  less  than  on  pine. 
All  classes  of  lumbermen  claimed  that  high  freight  rates  are 
forcing  users  of  lumber  to  look  to  local  mills,  which  means  that 
the  railroads  get  no  haul  on  what  is  being  used.  Mr.  Chambers' 
claim,  that  a  reduction  in  rates  from  the  Pacific  Northwest  had 
not  stimulated  movement,  was  only  technically  true,  said 
Browne.  He  said  the  reduction  had  resulted  in  an  increase  in 
orders  which  had  not  been  shipped  when  Chambers  made  up 
his  figures. 


N.  D.  AND  TEX.  ATTACK  THE  ACT 

The  Traffic   World   Washington  Bureau 

The  motion  filed  by  Karl  Knox  Gartner,  on  behalf  of  the 
state  of  North  Dakota,  asking  permission  to  file  an  original  bill 
attacking  the  order  of  the  Interstate  Commerce 'Commission  in 
the  North  Dakota  intrastate  rate  case  was  granted  by  the  U.  S. 
Supreme  Court  June  1.  Summons  will  be  issued  returnable 
October  3.  Action  in  the  matter  will  therefore  be  deferred  until 
that  time. 

C.  M.  Cureton,  attorney-general  of  the  state  of  Texas,  filed 
a  motion,  June  1,  asking  permission  to  file  a  similar  original 
bill  on  behalf  of  the  state  of  Texas.  The  bill  makes  the  Commis- 
sion and  the  Railroad  Labor  Board  defendants,  and  attacks  the 
constitutionality  of  the  transportation  act  in  many  particulars, 
not  only  as  to  control  over  intrastate  rates,  but  as  to  construc- 
tion and  abandonment  of  railroads  and  the  fixing  of  wages  by 
the  Labor  Board.  It  is  contended  that  the  labor  provisions  vio- 
late the  right  under  the  Constitution  of  common  carriers  to  fix 
the  wages  of  their  employes. 


TRANSCONTINENTAL  RATE  PROTESTS 

The  Traffic   World   Washington  Bureau 

Transcontinental  carriers,  by  their  proposal  to  reduce  rates 
to  and  from  water  terminals  without  making  similar  reductions 
at  intermediate  points,  seem  to  have  stirred  up  a  real  hornet's 
nest.  Telegranhic  protests  have  been  coming  to  the  Commission 
nearly  every  hour  since  the  announcement  of  the  intention  of 
the  carriers  to  ask  for  fourth  section  relief  so  as  to  enable  them 
to  publish  rates  as  desired.  A  typical  one  came  from  the  Fresno 
commercial  organizations,  signed  by  Frank  H.  Hill.  He  protested 
against  the  proposed  departure  from  the  letter  of  the  long  and 
short  haul  part  of  the  fourth  section,  chiefly  on  the  ground  that 
in  the  last  three  years  there  has  been  a  strict  observance,  and 
new  business  has  been  built  up  which  will  be  destroyed  if  the  ter- 
minals get  lower  rates  than  the  interior. 

The  same  carriers,  by  filing  reductions  on  sugar  from  the 
Pacific  coast  and  the  mountain  country,  to  all  transcontinental 
groups  as  far  east  as  Chicago  rate  points,  have  drawn  fire  from 
all  the  Atlantic  and  Gulf  coast  refiners  of  cane  sugar.  They 
have  filed  formal  protests  asking  for  the  suspension  of  supple- 
ment 5  to  Countiss"  3-O,  without,  however,  making  any  argument 
as  to  why  the  Commission  should  forbid  making  rates  which 
the  transcontinental  lines  deem  necessary  to  enable  the  beet 
sugar  producers  in  the  mountain  country  and  the  cane  refiners 
on  the  Pacific  coast  to  market  their  surplus  in  the  Mississippi 
and  Missouri  valleys. 

Strenuous  opposition  against  disregard  of  the  fourth  section 
is  expected,  not  only  from  the  intermountain  commercial  inter- 
ests, but  from  senators  and  representatives  of  states  in  the  in- 
terior who  have  been  led  to  believe  that  lower  rates  to  and 
from  the  coast  terminals  than  from  and  to  the  interior  are 
unjustly  discriminatory  against  their  constituents — such,  for 
instance,  as  Senator  Pomerene  of  Ohio. 

Protestants  at  the  so-called  California  interior  terminals  and 
the  intermountain  country  have  wired  to  their  senators  and  rep- 
resentatives as  well  as  to  the  Commission.  The  congressmen, 
as  usual,  have  sent  copies  of  the  telegrams  from  constituents 
to  the  Commission,  so  the  latter  has  a  double  file  on  the  subject. 

At  the  time  this  was  written  the  transcontinental  carriers 
had  not  filed  their  fourth  section  applications,  in  accordance 
with  the  intention  announced.  There  was  no  doubt,  however, 
among  the  men  in  the  Commission  who  have  been  dealing  with 
fourth  section  matters  for  many  years,  about  the  accuracy  of 
the  announcement.  They  were  preparing,  as  much  as  they  could, 
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for  the  reception  of  Hi.'  application.  They  have  nol  been  HH 
.is  other  pans  di  ih.  Commission  for  the  last  three  years,  be- 
•.e.  under  the  decision  of  the  Commission,  in  one  or  another 
i>i  i in-  phases  of  the  Spokane  case,  conducted  for  the  inter 
minima  in  country  by  J.  B.  Campbell,  the  disappearance  of  water 
competition  removed  the  reason  for  departures  irom  ihe  fourth 
section.  Kates  have  been  blanketed  from  the  level  of  the  passes 
through  the  Rocky  Mountains  to  the  Pacific  ports.  The  Com- 
mission, the  day  Commissioner  Campbell  was  nominated,  made 
a  report  in  the  Intermediate  Rate  Association  case.  It  declined 
10  onler  rales  graded  from  the  mountain  passes  up  to  the  Pacific 

In  that  report  the  commissioners  clem-ly  indicated  their  be- 
liei  thai  competition  via  the  canal  was  becoming  strong  enough 
to  indicate  that  ihe  old  question  as  to  whether  the  terminals  are 
en  i  it  led  to  lower  rates  than  the  intermediate  points  would  soon 
he  hack  as  vigorous  as  ever. 

No  formal  check  has  been  made  of  the  rates  proposed  by 
the  carriers,  but  a  glance  at  them  indicates  that,  in  a  general 
way,  the  carriers  are  proposing  the  restoration  of  the  situation 
that  existed  just  before  the  closing  of  the  canal  and  before  this 
country's  entry  into  the  European  war.  The  rates  proposed  may 
he  somewhat  higher,  in  proportion  to  the  general  level,  than  the 
rales  established  when  the  competition  through  the  canal  was 
at  its  best,  or  worst,  as  it  may  be  viewed.  The  principle,  how- 
ever, is  the  same.  The  transcontinental  carriers  believe  they 
should  be  allowed  to  compete  for  carrying  commodities  which 
can  also  be  carried  by  the  ships  without  being  compelled  to 
make  as  low  rates  to  points  not  served  by  ships  as  they  must 
make  to  points  served  by  ships,  if  they  want  to  get  what  they 
consider  their  share  of  the  business.  The  law  authorizes  the 
Commission,  in  "special  cases,"  to  grant  relief  from  the  provi- 
sions of  the  long-and-short-haul  part  of  the  fourth  section. 

What  constitutes  a  special  case  will  be  the  rub  in  the  case 
that  will  be  created  as  soon  as  the  carriers  file  their  tariffs. 
How  the  Commission  will  vote  on  that  question  is  not  so  certain 
as  would  have  been  the  case  five  or  six  years  ago.  It  is  believed, 
however,  that  the  decision  in  the  Intermediate  Rate  Association 
case  indicates  that,  unless  Congress  changes  the  law,  the  Com- 
mission will  again  grant  relief,  deeming  the  fact  that  ships  are 
taking  business  which  the  railroads  carried  during  the  absence 
of  the  ships  from  the  coast-to-coast  business  during  the  war,  cre- 
ates a  special  case. 

A  similar  state  of  affairs,  it  is  believed,  will  soon  exist  in 
the  Mississippi  Valley  territory,  that  part  of  the  Southern  Clas- 
sification district  east  of  the  Mississippi  River  and  west  of  the 
rails  of  the  Mobile  &  Ohio,  south  of  the  Ohio  River.  It  is  to 
Southern  Classification  territory  what  Illinois  territory  is  to  the 
Official  Classification  district,  north  of  the  Ohio  River.  It  is  the 
place  where  the  eastern,  western  and  southern  carriers  meet,  in 
competition  with  each  other,  and  in  competition  with  transporta- 
tion on  the  Mississippi  River. 

Steamboating  on  the  Mississippi  for  years  has  been 
more  imaginary  than  real.  But  rail  rates  have  been  put  up  to 
such  a  level  that  boats  and  barges  are  now  carrying  a  consid- 
erable quantity  of  traffic.  The  War  Department  is  maintaining 
the  Mississippi-Warrior  barge  service.  It  is  trying  hard  to  build 
up  competition  with  the  railroads.  It  has  gone  so  far,  in  selling 
tugs  and  barges  to  uninformed  business  men,  as  to  bind  them 
to  make  no  rates  for  tug  and  open-deck  barge  transportation 
lower  than  the  all-rail  rates,  thereby  tending  to  create  and  pre- 
serve a  monopoly  in  rail-and-water  transportation  for  its  own 
barge  line  service. 

Under  the  tariffs  suspended  in  I.  and  S.  No.  1303,  the  rates 
in  the  Mississippi  Valley  territory  are  slated  for  another  hoist. 
That  would  accentuate  an  already  supposedly  favorable  condi- 
tion for  the  restoration  of  water  transportation.  As  yet  the 
railroads  in  that  part  of  the  country  have  not  said  or  intimated 
that  they  were  losing  business  to  water  carriers.  However,  traf- 
fic men  expect  shippers  to  make  arrangements  for  transportation 
by  water  and  thereby  bring  about  a  situation  such  as  the  trans- 
continental railroads,  in  their  expected  fourth  section  applica- 
tion, will  aver  has  been  restored  between  the  Atlantic  and  Pacific 
coasts  via  the  Panama  Canal. 


FOR  STATE  CONTROL  AND  REDUCED  RATES 
Representative  Parrish  of  Texas  made  a  speech  in  the  House, 
May  27,  in  favor  of  state  control  and  regulation  of  intrastate 
railroad  business.  He  also  expressed  the  belief  that  present 
freight  rates  are  too  high  and  said  he  hoped  a  way  would  be 
found  to  reduce  the  rates  speedily  "in  order  to  restore  our  coun- 
try to  normal  conditions,"  and  "insure  a  prompt  and  efficient 
movement  of  the  commerce  of  the  country."  He  declared  the 
people  of  Texas  were  bitterly  opposed  to  centralization  of  au- 
thority in  Washington  and  to  deprivation  of  power  rightly  be- 
longing to  the  states. 


L.   &    N.    ABANDONMENT 

The  Louisville  &  Nashville  has  asked  the  Commission  for  a 
certificate  permitting  the  abandonment  of  1.76  miles  of  its  West 
Point  branch  between  West  Point  and  Pinkney,  Tenn. 


TELEPHONE  CONSOLIDATIONS 

Tht   Traffic   World   ll'aili.naivn  1/nretu 

The  House  bill    (II     It    8667),  amending  nee t ion   407  of  the 
transportation  act  »o  as  to  give  the   InterMnie  Comm-  ree  f'oni- 
mission  authority   to  approve  consolidation*   of   n-l.-pl;. 
pan  leg,  was  passed.  June   I.  without  a  record  vote    font  H  motion 
to  recommit  the  bill  was  lost  by  a  vote  of  194  to  96. 

Representative  Johnson,  of  Mississippi,  In  oppofllng  the 
bill,  declared  the  measure  would  take  from  the  people  about  the 
only  protection  they  have  against  "thl»  gigantic  monopoly." 

"It  has  only  been  a  few  months  since  the   EtopuMitta  ' 
gress  enacted  what  is  known  as  the  cmnmlnn-Ksch  bill."  Raid  !><• 
"You  robbed  the  people  of  $finn. it,   nmt   bill  by  guaran- 
teeing 6  per  cent   dividends  on   the  investments  of  the  rallr 
companies      As  a  matter  of  fact   the  railroad   companies   hare 
received  dividends  on  millions  of  dollars  of  watered  stork    to  the 
great  detriment  of  the  taxpaylng  public. 

"The  railroad  bill  has  already  returned  to  damn  you.  and 
unless  you  Republicans  who  passed  the  bill  do  something  for 
the  relief  of  the  people  they  are  going  to  put  you  out.  The 
rates  are  too  high;  they  are  oppressive;  they  are  unreasonable. 
No  wonder  there  is  a  business  stagnation  all  over  the  whole 
United  States,  and  no  wonder  there  are  millions  of  people  out 
of  employment." 

Mr.  Johnson  referred  to  numerous  protests  he  said  he  had 
received  from  farmers  and  shippers  against  the  prevailing 
freight  rates,  but  he  said  the  protests  were  unheeded  by  Mi- 
Republicans. 

Representative  Huddleston,  of  Alabama,  said  competition  In 
the  telephone  business  was  absolutely  Impossible  and  that  Con- 
gress should  recognize  that  fact  by  authorizing  telephone  com- 
panies to  consolidate. 

Senator  Pomerene,  on  behalf  of  the  Senate  interstate  com- 
merce committee,  submitted  to  the  Senate  a  favorable  report  on 
a  bill  identical  with  the  House  bill. 

"Throughout  most  of  the  states  and  In  a  great  many  of  the 
communities  therein  there  are  two  telephone  systems,"  said 
Senator  Pomerene,  in  his  report.  "Telephoning  is  a  natural 
monopoly.  To  have  two  systems  in  any  community  simply  means 
that  no  telephone  user  can  have  communication  with  all  the  tele- 
phone patrons  unless  he  has  two  telephones  in  his  office  or  In  his 
residence. 

"This  adds  to  the  expense  of  the  patron  by  compelling  him 
to  pay  for  two  telephones  when  he  could  get  the  same  service 
with^one  telephone  under  a  consolidated  system. 

"At  the  same  time  it  adds  to  the  expense:  of  the  companies 
by  requiring  each  of  them  to  maintain  a  plant  and  place  the 
necessary  instruments  in  the  subscriber's  office  or  residence 
where  one  would  do  if  the  companies  were  consolidated;  it  re- 
quires two  service  wires  where  one  would  serve  the  purpose 
under  consolidation  and  it  adds  materially  to  the  overhead  ex- 
pense. 

"Again,  it  is  much  more  difficult  to  finance,  build,  or  main- 
tain two  competing  telephone  systems  in  a  given  community  than 
it  would  to  finance,  build,  or  maintain  one  company  under  one 
management,  which  could  serve  under  proper  regulations  all  the 
patrons  of  the  community  with  much  more  efficiency. 

"The  proposed  amendment  of  the  bill  authorizes  the  com- 
panies that  may  be  doing  an  interstate  business,  or  where  the 
consolidated  company  would  be  subject  to  the  act  to  regulate  com- 
merce, to  make  application  to  the  Interstate  Commerce  Commis- 
sion for  authority  to  consolidate. 

"When  the  application  is  made  the  Interstate  Commerce  Com- 
mission is  required  to  fix  the  time  and  place  for  a  public  hear- 
ing upon  the  application,  and  is  required  to  give  reasonable  no- 
tice in  writing  to  the  governor  of  each  of  the  states  in  which  the 
physical  property  affected  is  located,  and  also  to  the  state  public 
service  commission  or  other  regulatory  body,  if  any,  having  Juris- 
diction over  telephone  companies,  and  to  such  other  persons  as 
it  may  deem  advisable.  After  such  public  hearing,  if  the  com- 
mission finds  that  the  proposed  consolidation,  acquisition,  or  con- 
trol will  be  of  advantage  to  the  persons  to  whom  service  is  to 
be  rendered  and  In  the  public  interest,  it  may  then  enter  an 
order  approving  and  authorizing  the  proposed  transaction.  If  the 
order  is  thus  made,  then  anv  act  or  acts  of  Congress  making  the 
proposed  transaction  unlawful  shall  not  apply. 

"On  the  other  hand  the  amended  bill  makes  it  perfectly  clear 
that  no  action  of  the  Interstate  Commerce  Commission,  under 
its  provisions,  shall  in  any  wise  limit  or  restrict  the  powers  of 
the  several  states  as  now  existing  to  control  or  regulate  tele- 
phone companies. 

"We  believe  that  if  this  bill  is  passed  it  will  very  materially 
benefit  telephone  users  as  well  as  telephone  companies  without 
in  any  wise  prejudicing  the  rights  or  privileges  of  either." 

The  Senate,  June  2,  without  debate,  passed  the  House  bill 
authorizing  the  Commission  to  pass  on  consolidations  of  tele^ 
phone  companies,  and  the  measure  now  goes  to  the  Presld. 

LOAN  TO  C.  A  M.   R.   R. 

The  Commission  has  approved  a  loan  of  $375,000  to  the 
Cumberland  &  Manchester  Railroad  Company  to  enable  that  car- 
rier to  meet  its  maturing  indebtedness. 
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TRANSPORTATION  REORGANIZATION 

The  Traffic  World  Washington  Bureau 


culties  lie  in  the  fact  that  each  agency  is  administered  inde- 
pendently? 

"'Suppose  that  for  one  of  our  transcontinental  railway  sys- 


"The railroad  policy  in  the  past  has  been  one  of  destructive      terns  with  termini  at  the  Atlantic  and  Pacific  coasts   fed  by  in- 

lillliunu    iiuiivj    i  /".*.;„*    «p          -i , 4.    — :~~,.     „„».,.;,,,>;•      +  lio>*o    TirofO     ciihctitlltor!     p     tT-ancTmvtn. 


tern  carried  out  this  policy  as  against  rival  roads  as  well  as      this   expensive   destructive   competition   be   abolished? 
against  all  other  classes  of  transportation  agencies.    The  exist-     not  the  unity  of  service  produce  reduction  of  cost  here 
.ntifiP      oiirht  classification  and  freight  rate  sched-      tainly  as  it  has  in  other  lines  of  'big  business'?     Cons 


Would 
as  cer- 

itificlreight  classification  and  freight  rate  sched-      tainly  as  it  has  in  other  lines  of  'big  business'?     Constructive 
lies    with   its   system   of  discriminations,   grew   up   under  this      competition    would    continue,    for    the    various    transcontinental 
ilicv     These  classifications  and  schedules  are  so  voluminous      companies    would    compete    in   service    and    costs.     Destructive 
[  so  intricate  that  the  simple  act  of  supplying  shippers  with      competition  would  cease.    The  zoning  plan  would  naturally  be 
rates  requires  the  extended  services  of  highly  paid  experts  at  a     placed  in  execution.     Weak  roads  would  be  absorbed.     Unre- 
not  inconsiderable  cost      They  give  discriminatory,  differential      munerative  service  would  be  reduced  to  a  minimum,  and  service 
treatment  as  between  materials  and  as   between   communities, 
based  on  a  selfish  desire  to  increase  the  prosperity  of  a  particu- 
lar railroad  company  and  not  on  the  principle  of  yielding  equal 
service  to  all,  a  principle  which  should  be  the  basis  of  action  of 


necessary  for  the  public  maintained  if  necessary  from  the  ex- 
cess earnings  of  the  stronger  parts  of  the  system. 

"There  may  be  other  and  better  remedies,   but  they  must 
be  worked  out.    Surface  measures  should  not  be  continued.    The 


all  public  utilities.  Later,  for  their  own  good,  the  railroads  have  existing  system  cannot  and  will  not  render  proper  service  for  the 
in  measure  ceased  to  war  with  each  other.  The  destructive 
competition  is  now  directed  mainly  against  transportation  agen- 
cies other  than  the  steam  railroad  lines.  From  this  destructive 
competition  have  resulted  the  so-called  water  competitive  rates 
and  in  part  the  discriminatory  long  and  short  haul  rates. 

"Today    the   railroads    are    in   serious    financial    difficulties,      to  the  Shipping  Board,  respectively,  but  each  body  has  been  and 


country. 

"In  so  far  as  known,  the  question  is  not  being  considered 
thoroughly  now.  The  EscSi-Cummins  railroad  act  and  the  last 
act  for  the  advancement  of  the  American  merchant  marine  as- 
signed such  a  duty  to  the  Interstate  Commerce  Commission  and 


Operating  and  overhead  expenses  are  not  met  by  the  earnings 
The  people  demand  a  reduction  in  rates;  the  railroads  reply  that 
their  income  is  now  less  than  their  expenses.  They  try  to  lessen 
expenses  by  a  reduction  of  operating  costs,  involving  a  reduc- 
tion of  the  pay  of  employes.  This  reduction  is  resisted  on  the 
ground  of  the  high  cost  of  living,  and  a  factor  in  this  high 
cost  of  living  is  attributed  to  the  cost  of  transportation.  At  the 
same  time  production  is  being  decreased  throughout  the  country 
and  the  number  of  unemployed  is  being  increased.  Traffic,  from 
which  the  railroad  revenues  are  derived,  is  decreased,  and  ne- 
cessities for  life  are  being  imported  into  the  country  instead  of 
being  transported  from  interior  centers  of  production.  Again 
the  plea  is  made  that  the  cost  of  transportation  is  the  cause. 
It  is  a  vicious  circle.  Is  there  not  a  remedy? 

'It  is  axiomatic  to  say  that  transportation  is  the  most  im- 
portant single  agency  in  modern  civilized  life.  Without  the 
means  of  rapid  and  easy  intercommunication  our  nation  could 
not  exist  in  its  present  form  and  with  it's  widely  distributed 
territory.  Modern  life  demands  products  from  all  of  the  world. 
The  great  war  gave  convincing  proof  of  the  interdependence  of 
the  world's  peoples,  when  unrestricted  submarine  warfare  threat- 
ened to  put  an  end  to  the  ocean  carrier  traffic. 

"In  addition,  the  perpetuation  of  our  form  of  government 
depends  on  the  perpetuation  of  an  intelligent  citizenry,  having 
the  same  standards  of  morality  and  of  human  rights.  This  in 
turn  demands  a  relatively  high  type  of  individual  living.  Re- 
publican freedom  cannot  exist  where  ignorance  and  squalor 
prevail.  Labor  must  be  paid  better  with  us  than  is  the  case  with 
some  of  our  competitors  in  the  world's  markets.  To  enable  this 
to  be  done  the  cost  of  our  products,  other  than  the  just  wage 
factor,  must  be  reduced  by  the  increased  production  due  to  in- 
telligence and  by  the  reduction  of  general  transportation  costs. 

"Each  transportation  agency,  steam  railroad,  waterway,  elec- 
tric railway  and  highway  carriers,  has  a  field  in  which  its  duties 
can  be  performed  more  economically  than  can  be  done  by  any 
other.  If  these  agencies  work  in  co-ordination,  each  in  its  own 
field,  the  most  economical  results  can  be  obtained.  Excepting 
in  internal  waterway  and  electric  railway  carriers,  the  country 
is  today  well  provided  with  the  necessary  plant.  Is  there  any 
sound  reason,  then,  why  destructive  competition  between  these 
various  agencies  should  be  allowed  to  continue?  Is  there  any 
reason  why  these  agencies,  all  of  which  are  dependent  to  a 
greater  or  less  degree  in  inception  and  for  continued  operation 
on  the  good  will  of  the  people  and  on  actual  periodic  contribu- 


a  railway  system,  which  has  an 


freight  intrusted  to  its  care,  why  should  not  it  be  free  to  use 
these  agencies  and  to  obtain  a  due  profit  from  their  use? 

V  portion  of  our  country  complains  today  of  unduly  high 
Ight  charges,  rendered  necessary  to  meet  the  reduction  of 
longer  haul  charges  devised  to  meet  water  competition  at  the 
:lflc  termini.     Why  should  this  discrimination  be  permitted? 
;  representative  of  one  of  the  great  transcontinental  railways 
icly  testified   only   recently  that  his   line,   at  existing 
•ales,  cannot  meet  the  water  rates  made  possible  from  coast  to 
through  the  Panama  Canal.    Why  should  it?    Have  not  the 
eople  of  the  United  States  the  right  to  have  the  cheapest  pos- 
Ible  transportation  rates? 
'The 


will  be  too  much  occupied  by  its  own  peculiar  and  pressing  prob- 
lems to  give  time  to  a  proper  study  of  the  whole  question. 

"Is  it  not  time  that  the  nation  should  cease-io-think  and 
to  legislate  on  railways^Katerways,  highways  and  ocean  car- 
riers separately  and  begin  to  deal  with  the  fundamental  pcflb.- 
lem — the  problem  of  transportation? 

"In  order  that  a  transportation  company  which  operates 
various  agencies  of  transportation  (railway,  waterway  and 
highway  carriers)  in  the  movement  of  traffic  may  be  able  to 
render  the  best  service  to  the  public  with  adequate  returns  for 
itself  it  is  essential  that  it  should  know  the  costs  of  service  of 
each  class  and  should  make  its  charges  to  the  public  for  service 
by  each  class  on  the  basis  of  such  costs. 

"In  the  operations  of  such  a  company  in  the  past,  service 
rendered  by  its  water  and  highway  carriers  was  considered  and 
treated  as  auxiliary  to  the  railway,  and  the  charges  for  service 
were  based  on  the  railway  rates.  In  one  known  instance  the 
operating  company,  in  order  to  maintain  these  rates  for  its 
service  by  water  carriers,  actually  secured  a  virtual  monopoly 
of  the  water  fronts  of  the  communities  served  and  by  this  and 
other  methods,  now  recognized  as  contrary  to  the  public  inter- 
ests, prevented  any  competition  by  outside  water  carriers.  The 
company  was  operated  with  a  view  to  its  railway  interest  and 
not  with  the  intent  of  furnishing  at  a  minimum  of  cost  to  the 
public.  This,  with  other  instances  of  the  same  kind,  was  doubt- 
less one  of  the  causes  for  the  legislation  in  the  Panama  Canal 
act  which  forbids  railway  companies  to  own  and  operate  water 
carrier  lines,  other  than  ferries.  If  the  nation  is  to  be  supplied 
with  a  system  of  economic  transportation  this  and  other  similar 
restrictive  legislation  must  be  changed,  but  in  making  the  change 
due  provision  of  law  must  be  enacted  which  will  guarantee  that 
a  transportation  company  shall  be  a  transportation  company  in 
fact  and  not  simply  a  railway  or  steamship  line  operating  an- 
other class  of  carriers. 

"Today  there  is  not  in  existence  the  detailed  information  as 
to  the  costs  of  railway  service  necessary  for  a  basis  for  a  work- 
able and  just  schedule  of  railway  freight  classification  and  rates. 
At  least  two  years  of  research  and  of  actual  experiment  would 
be  required  before  a  table  of  actual  costs  of  railway  carriage 
could  be  formed.  If  such  a  tabulation  were  made  for  a  well- 
located  trunk  line  it  would  be  comparatively  easy,  knowing  the 
volume  of  each  class  of  traffic,  the  lengths  of  haul  of  each  and 
the  cost  of  haul  and  of  care  of  each,  to  form  a  schedule  of  rates 
which,  while  providing  a  sufficient  revenue,  would  serve  the 
"y  and 
to  be 
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"Taking  a  given  section  of  such  a  trunk  line,  the  operating 
and  overhead  costs  would  first  have  to  be  classified  as  they  are 
now  reported,  overhead,  maintenance  of  way,  etc.,  etc.  Line 
haul  costs  would  again  be  separated  from  terminal  costs.  In 
the  line  haul  costs,  the  cost  of  passenger  service  would  be  sepa- 
rated from  the  cost  of  freight  service.  In  the  freight  service,  the 
actual  cost  of  running  solid  trains  loaded  with  one  class  of  each 
typical  class  of  freight  must  be  ascertained,  such  costs  to  in- 
clude the  cost  and  life  of  the  kind  of  rolling  stock  required,  the 
speed  of  trains,  the  train  crew  cost,  and  the  cost  of  guards  and 
of  damage.  Costs  by  carload  lots  and  by  less  than  carload  lots 
When  a  special  class  of  rolling  stock  must 
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iii  Hie  ecu-responding  long  and  short  haul  rates  can  be 
ascertained  to  within  ;i  s-nali  percentage  of  error,  quite  as  closely 
as  can  be  done  in  applying  the  overhead  costs  to  the  unit  prices 
I  nr  work  in  an.\  largo  <-inistructlon  operation. 

"These  and  many  other  similar  questions  must  be  investl- 
.-.I  In-fore  a  schedule  of  rates  can  be  made  which  shall  insure 
.quality  <>f  treatment  to  the  public  and  a  due  revenue  to  the 
carrier. 

"A  fedora)  agcnov  alinnlil  he  fi-Bateri  fnr  such  an  Inveatlga- 
MoiU  and  charged  with  the  duty  of  reporting  to  Congress  a 
project  for  securing  to  the  nation  the  best  system  of  transpor- 
t  a  t  ion  possible,  with  recommendation!  for  any  legislation  re- 
quired. 

"Til.-    :.v..i.Y    nM0.1llH    *"»    fritr^    o^plfi    pnwora    and 


This 


. 

fjjpda  to  enable  a  full  and  complete  report  in 
agency  should  have  no  other  duties. 

"It  may  be  that  s«me  measures  are  necessary  immediately 
to  help  i  be  railway  and  ocean  carrier  situations.  If  so,  they 
should  be  taken.  But  it  is  submitted  any  class  measures  will  be 
only  palliative  and  not  remedial.  They  only  reach  the  outside 
surface.  Permanent  relief  can  be  obtained  by  a  radical  re- 
organizatlon  of  the  entire  transportation  system.  This  will  re- 
quire study  and  time.  The  inception  of  necessary  study  should 
not  bo  postponed." 


FORT  ON  RAILROAD  SITUATION 

At  a  luncheon  of  the  Boston  Chamber  of  Commerce  May  19, 
Kdcar  J.  Rich,  counsel  for  the  Associated  Industries  of  Massa- 
chusetts, W.  H.  Chandler,  president  of  the  National  Industrial 
Traffic  League  and  the  New  England  Traffic  League  and  man- 
ager of  the  Bureau  of  Transportation  of  the  Boston  Chamber  of 
Commerce,  and  Gerritt  Fort,  vice-president  of  the  Boston  & 
Maine,  discussed  the  railroad  situation. 

"In  the  limited  time  allotted  to  me,"  said  Mr.  Fort,  "I  can 
do  no  more  than  make  statements  of  what  I  believe  to  be  facts 
concerning  those  aspects  of  the  railroad  situation  which  I  feel 
qualified  to  discuss  and  cannot  support  these  statements  by 
much  evidence  or  argument;  but  should  any  of  you  doubt  the 
accuracy  of  what  I  shall  say,  and  are  sufficiently  interested,  I 
will  be  more  than  glad  to  put  my  time  against  yours  in  further 
discussion  and  to  submit  the  evidence  on  which  I  base  my  con- 
clusions. 

"The  railroads  are  suffering  today  because  they  cannot  pro- 
duce the  one  commodity  they  manufacture — transportation — for 
the  price  at  which  they  are  able  to  market  it.  Confronted  by  a 
like  situation,  a  manufacturer  of  shoes  or  textiles  or  hardware 
would  set  about  reducing  his  overhead  and  would  probably  shut 
down  entirely  or  operate  on  part  time.  Herein  lies  one  of  the 
fundamental  differences  between  a  public  service  corporation 
and  a  private  enterprise.  The  railroads  must  go  on  manufac- 
turing transportation  at  a  loss  and,  while  they  can  and  do  effect 
many  reductions  in  operating  coUs,  must  continue  to  furnish 
adequate  service.  No  material  economies  in  passenger  train 
mileage,  for  example,  can  be  practiced  without  detriment  to  the 
public  interest,  just  as  many  crossing  watchmen  must  be  em- 
ployed, whether  the  ratio  of  operating  expenses  to  revenue  be 
To  per  cent  or  125  per  cent.  Therefore,  while  the  present  con- 
ditions continue,  deficits  will  be  piling  up. 

"You  have  doubtless  followed  in  the  newspapers  the  course 
of  the  investigation  of  the  question  of  railroad  wages  now  being 
conducted  by  the  wage  board  in  Chicago  and  have  seen  that  the 
board  has  indicated  an  intention  to  authorize  a  reduction  in 
wages  of  certain  classes  of  employes,  effective  July  1.  It  has 
also  indicated  that  the  national  working  agreements,  which  Im- 
pose onerous  and  expensive  labor  conditions  on  the  railroads, 
are  to  be  abrogated  on  the  same  date,  although,  in  the  mean- 
time, the  railroads  and  their  employes  are  expected  to  get  to- 
gether and  reach  new  understandings.  To  the  extent  that  this 
and  subsequent  action  of  the  board  may  reduce  the  pay  roll  of 
the  roads  the  present  deficits  will  be  reduced.  The  reduction  is, 
of  course,  an  unknown  quantity,  and  it  is  probable  that  a  greater 
resumption  of  business  activity  must  come  before  the  railroads 
can  hope  to  get  back  to  a  sound  basis. 

"I _ want,  to  say   a  few  words   concerning  our  -N 


traffic  policy.  A  prominent  witness  before  the  governors'  com- 
mittee stated  that  we  have  no  traffic  policy.  While  the  gentle- 
man who  made  this  statement  has  given  the  subject  profound 
study  and  my  mind  goes  along  with  his  in  many  matters,  on 
this  particular  point  I  differ  with  him.  As  I  read  the  history  of 
the  New  England  roads,  their  traffic  policy  has  always  been,  and 
it  certainly  is  today,  so  to  adjust  their  long  distance  freight 
rates  as  to  place  New  England  manufacturers  on  a  parity,  to 
the  greatest  possible  extent,  with  their  competitors  in  the  com- 
mon markets  of  the  country.  As  a  result,  New  England  is  blan- 
keted with  practically  common  rates  (that  is  to  say,  common  so 
far  as  points  of  origin  are  concerned)  to  territory  outside  of 
New  England,  and  the  New  England  roads  receive  for  transport- 
Ing  this  traffic  less  than  half  of  what  they  receive  from  Intra- 
New  England  business.  To  be  specific,  at  the  present  time  the 
Boston  &  Maine  ton  mile  earnings  on  traffic  interchanged  with 


tb<>  trunk  lines  IK  approximately  .O1446c,  while  our  ton  mile 
earnings  on  local  and  Interline  New  England  traffic  approxi- 
mates .03c.  Our  tonnage  ,  .  d  with  the  trunk  line*  In 
approximately  59  per  cent  of  the  whole,  of  which  59  per  cent 
about  41  per  cent  consists  of  coal  and  the  remainder  of  • 
chandlse  and  other  traffic.  It  will  be  seen,  therefore,  that  the 
New  England  railroads  are  doing  their  part— Indeed,  It  IB  by  no 
mean  r.itain  they  are  not  carrying  more  than  their  share  of 
the  load — In  equalizing  the  geographical  disadvantage  of  the 
New  England  producer.  This  condition  has  been  repeatedly 
challenged  by  the  lines  west  of  the  Hudson  River.  In  the  New 
England  divisions  case  attention  was  called  to  certain  typical  in- 
stances of  rates  from  New  England  and  from  (,',.  F.  A.  territory 
to  equidistant  points,  to  some  of  which  I  will  briefly  refer. 

''St.  Louis  and  Boston  are  two  Important  primary  markets 
for  certain  manufactured  products,  which  are  universally  used, 
which  carry  the  class  rates.  Pittsburgh,  which  la  the  center  of 
an  important  consuming  market,  happens  to  be  about  half  way 
between  Boston  and  St.  Louis.  In  1913  the  first  class  rate  from 
Boston  to  Pittsburgh  was  6'/i  cents  less  than  the  first  class  rate 
from  St.  Louis  to  Pittsburgh.  Today  the  first  class  rate  from 
Boston  to  Pittsburgh  Is  36%  cents  less  than  the  first  class  rate 
from  St.  Ixjuis  to  Pittsburgh.  In  1913  the  first  class  rate  from 
Boston  to  Buffalo — the  latter  city  being  about  half  way  between 
Boston  and  Chicago — was  one  cent  less  than  the  rate  from  Chi- 
cago to  Buffalo.  At  present  the  first  class  rate  from  Boston  to 
Buffalo  is  fifteen  cents  less  than  the  first  class  rate  from  Chi- 
cago to  Buffalo.  I  submit  these  facts  without  comment,  but  It 
would  be  well  for  you  gentlemen  to  remember  them  when  you 
hear  the  statement  made  that  the  New  England  railroads  desire 
to  oppress  their  shippers  with  burdensome  rates  to  competitive 
territory. 

"As  to  our  local  rates  which  were  partially  adjusted  In  1919 
under  the  decision  of  the  Commission  to  what  is  known  as  the 
Anderson  scale,  and  which  have  been  subjected  to  the  duly 
authorized  rate  increases,  they  are  high  enough — too  high,  in 
fact — to  meet  our  unregulated  competitor,  the  motor  truck.  It 
would  require  more  than  the  time  allotted  to  me  to  say  all  I 
would  like  to  say  on  the  question  of  motor  truck  competition, 
but  it  should  be  plain  to  all  of  us  that  if  the  motor  truck  Is  to 
use  our  highways  as  a  competitor  of  the  steam  roads  Its  charges, 
expenses,  and  operating  conditions  should  be  regulated  as  the 
charges,  expenses,  and  operating  conditions  of  the  steam  roads 
are  regulated,  and  it  should  be  taxed  as  the  steam  roads  are 
taxed  for  the  use  of  the  highways.  It  should  be  equally  plain 
that  the  building  up  of  two  agencies  of  transportation  where 
one  will  serve  the  purpose  involves  an  economic  waste,  the  cost 
of  which  must  ultimately  fall  on  the  users.  You  can't  get  along 
without  the  steam  railroads,  and  while  the  motor  truck  has  Its 
place,  and  a  useful  one,  in  the  handling  of  short  haul  traffic,  Its 
proper  sphere  is  limited.  The  railroads  have  been  giving  and 
are  continuing  to  give  careful  study  to  the  best  way  to  meet 
this  situation,  but  it  is  not  so  easy  to  meet  it  by  reducing  our 
rates  as  some  advocates  of  that  policy  would  have  you  believe. 
The  motor  truck  rates  are  made  at  present  by  cutting  the  rail 
rate  sufficiently  to  secure  the  business.  There  are  many  Idle 
trucks  and  many  men  to  operate  them,  and  if  we  reduce  our 
rates  there  is  nothing  to  prevent  the  trucks  again  reducing  theirs, 
as  under  existing  conditions  most  of  their  owners  regard  any 
revenue  which  will  exceed  the  cost  of  gasoline  and  labor  as 
profitable,  and  competition  in  the  matter  of  rates  would  soon 
come,  I  fear,  to  be  a  no  bottom  proposition. 

"To  sum  up  the  matter  of  rate-making,  I  think  I  may  mod- 
estly claim  that  New  England  traffic  men  average  up  in  the 
matter  of  intelligence  and  business  foresight  with  those  in  other . 
sections  of  the  country.  The  last  thing  they  want  to  do  is  to 
maintain  paper  tariffs  which  will  not  move  the  business,  but  it 
must  be  remembered  that  we  are  working  under  new  conditions 
since  the  passage  of  the  transportation  act  of  1920;  that  the 
Commission  has  authority  over  minimum  as  well  as  maximum 
rates  and  that,  from  now  on,  rates  must  bear  some  relation  to 
the  value  of  the  service.  We  must  patiently  work  this  problem 
out  together,  railroads  and  shippers  alike  retaining  open  minds 
and  putting  all  our  cards  on  the  table,  remembering  that  unless 
the  New  England  railroads  are  fairly  prosperous  New  England 
industry  must  inevitably  suffer  with  them. 

"The  thought  that  I  want  to  leave  with  the  members  of  the 
Boston  Chamber  of  Commerce  and  the  men  of  New  England  is 
that  these  roads  are  your  roads,  built  by  your  money,  and  must 
be  maintained  largely  by  your  money.  Through  the  exercise  of 
the  veto  power  you  practically  control  the  making  of  your  rail- 
road rates.  With  the  force  of  public  opinion  behind  them  it  is 
extremely  doubtful  whether  the  railroads  can  ever  make  any 
substantial  increase  in  their  charges,  no  matter  how  pressing 
their  needs  may  be.  This  fact  is  forcefully  illustrated  In  the 
recent  report  of  the  governors'  committee.  Be  careful  how  you 
exercise  this  power,  lest  any  charge  of  incompetency  brought 
against  the  railroads  may  rest  equally  against  the  business  men 
of  New  England.  As  a  rule  of  rate-making  I  recommend  the 
Golden  Rule  as  the  best  business  policy  for  the  railroads  and  the 
shippers  alike." 
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FREIGHTS  AND  CHARTERS 

(Issued  by   the   f.    S.   Shipping  Board) 
May  25 

There  are  some  steamship  companies  in  New  York  who 
port  that  they  are  moving  their  ships  with  almost  full  cargoes, 
although  with  some  irregularity  owing  to  labor  troubles. 

One  of  the  paramount  features  of  the  market  is  the  announce- 
ment that  the  French  Government  has  disposed  of  36,000  tons 
of  supplies  sent  from  this  country  with  the  A.  E.  F.  during  the 
war  to  American  importers,  who  are  now  looking  about  for  the 
lowest  ocean  rate  that  can  be  secured  before  bringing  the  material 
to  this  country. 

It  is  understood  that  a  number  of  steamship  companies  are 
bidding  for  the  business,  but  as  the  conference  controls  the  rates, 
it  is  possible  that  the  importers  will  hold  off  in  the  hope  of  secur- 
ing a  concession.  The  prevailing  rate  between  New  York  and 
French  ports  is  $10  a  ton. 

Heavy  shipments  of  wheat  from  the  gulf  to  Europe  are  re- 
ported daily.  Offerings  of  new  wheat  through  the  port  of  Galves- 
ton  are  being  received  by  steamship  agents  and  operators.  As 
there  is  said  to  be  much  of  the  old  crop  yet  to  be  disposed  of, 
it  is  expected  that  the  coming  of  the  new  crop  on  top  of  this 
will  cause  an  unusual  rush  of  wheat  oversea  during  the  summer. 
Gulf  to  west  Italy  is  paying  8s,  and  7s  6d  to  the  United  Kingdom. 

Ocean  freight  rates  between  Italy  and  South  America  have 
increased  considerably,  according  to  a  bulletin  issued  by  the 
International  Institute  of  Agriculture.  The  advance  is  attributed 
to  fuel  supply  difficulties. 

Charters 

Str.  Duns  Law  (Br.),  5.500  tons,  Hampton  Roads  to  United  King- 
dom, 35s,  coal;  spot. 

Str.  Woldingham  (Br.),  4,500  tons,  Hampton  Roads  to  United 
Kingdom,  35s,  coal:  spot. 

Str.  Pentaff  (Br.),  2,500  tons,  Hampton  Roads  to  United  Kingdom. 
35s:  spot. 

Str.  Trevin.  6,800  tons,  Buenos  Aires  or  La  Plata  to  United  King- 
dom or  Continent,  50s. 

Str.  Marshall  (Fr.),  6,000  tons,  10  per  cent,  Buenos  Aires  or  La 
Plata,  50s:  June  15,  cane. 

Str.  Kronborg  (Dan.),  5.200  tons.  10  per  cent,  San  Lorenzo  to 
1'nitcd  Kingdom  or  Continent.  55s  with  options;  May  5-25. 

Str.  Sweethope  (Br.).  4.200  tons.  10  per  cent,  San  Lorenzo  to 
United  Kingdom  or  Continent:  June  20-July  20. 

Str.  Affinita,  5,000  tons.  10  per  cent,  San  Lorenzo  to  United  King- 
dom or  Continent:  June  15-July  15. 

Str.  Cephalonia  (Russ.),  5,000  tons,  northern  range  to  River  Plate, 
$5.50:  prompt. 

Str.  Kennecott,  New  York  to  north  Pacific  ports,  general  cargo; 
June.  Williams  Line. 

Str.  Christian  Krough  (Nor.),  Philadelphia  to  United  Kingdom, 
12.000  quarters  grain,  6s  9d:  prompt. 

Str.  Afghanistan  (Br. ).  4,277  tons,  Atlantic  range  or  Charleston, 
s.  CX,  to  Havre,  coal:  $5.50:  June. 

Str.  Yeelhaven  (Du.),  3,000  tons.  Virginia  to  Hamburg,  coal,  pri- 
vate terms. 

Sirs.  Greslisle  (Br.).  3.268  tons  and  Cohanset,  3,266  tons,  Virginia 
to  United  Kingdom,  coal,  private  terms;  prompt. 

Str.  Hofuku  Maru  (Jap.).  4,269  tons,  Virginia  to  Port  Said,  coal, 
private  terms;  prompt. 

Str.  Bradavon  (Br.).  3.164  tons,  Atlantic  range  to  Gibraltar,  Oran 
or  Algiers,  coal,  basis  $6:  May- June. 

Str.  Esterpe  (Br.),  2,290  tons,  Atlantic  range  to  Las  Palmas,  coal, 
$5.50:  June. 

Str.  Maridal  (Nor.),  2,412  tons,  Atlantic  range  to  West  Italy,  coal, 
$6.25. 

Str.  Kurdistan  (Br.),  3,863  tons,  Atlantic  range  to  Rio  Janeiro, 
coal.  $5. 

Motor  Oregon  (Dan.).  2,900  tons,  Atlantic  range  to  Rio  Janeiro, 
coal.  $4.75. 

Str.  Pacific  (Nor.),  Atlantic  range  to  Rio  Janeiro,  coal,  private 
terms. 

The  strike  of  American  seamen  is  increasing  the  demand  for 
ships  of  other  nationalities.  Coal  carrier  owners  are  standing 
firm  for  full  rates,  and  the  prospects  are  that  prompt  boats  will 
be  able  to  secure  an  advantage. 

Dealers  report  orders  from  the  other  side  for  American  coal, 
and  were  It  not  for  the  present  labor  trouble  here,  it  is  believed 
that  the  fleet  of  unemployed  steamers  at  southern  coal  ports 
would  be  called  into  use  and  be  able  to  partially  retrieve  their 
losses  by  taking  advantage  of  the  existing  rates.  Atlantic  Range 
to  Havre  is  paying  $5.50,  June  loading,  and  West  Italy  $6.25. 
Hampton  to  United  Kingdom  offers  35  shillings. 

Despite  the  low  ebb  in  shipping,  the  port  of  New  Orleans  made 
a  good  showing  in  the  first  quarter  of  1921,  662  vessels  having 
entered  the  port  during  the  three  months'  period.  Grain  was 
the  principal  export  carried  by  the  631  ships  which  cleared  from 
the  port  in  the  same  period,  20  complete  cargoes  of  wheat  and 
flour  and  corn  being  listed.  Sixteen  loaded  tankers  left  for  for- 
eign ports  and  401  vessels  carried  general  cargo. 

For  the  first  time  since  the  United  States  entered  the  war 
ith  Germany,   there  are  German  vessels  moored  in  the   New 
Orleans  harbor,  taking  on  cargo. 

Resumption  of  lumber  shipments  from  Puget  Sound  to  the 

it  coast  of  Mexico  by  sailing  vessel  took  place  with  the  dis- 

tch  of  a  cargo  of  1,000,000  feet  of  railroad  ties  consigned  to 

Guaymas.    This  is  the  first  cargo  to  go  in  sail  since  1914    prior 

)  which  year  the  Mexican  trade  purchased  heavily  of  north 

coast  lumber. 

The  Canadian  Government  Merchant  Marine,  Ltd     intends 
near  future  to  establish  a  new  line  between  British  Co- 


lumbia ports,  Seattle  and  San  Francisco.  A  regular  ten-day  serv- 
ice is  being  planned. 

Mexico  bought  76  per  cent  more  goods  through  New  Orleans 
in  1920  than  it  did  in  1919,  and  the  port's  commerce  with  its 
southern  neighbor  increased  $11,673,988  for  1920  over  1919.  Fig- 
ures compiled  by  the  research  bureau  of  the  New  Orleans  Asso- 
ciation of  Commerce  show  a  trade  balance  of  $15,171,454  in  favor 
of  Mexico  at  the  end  of  1919,  but  in  1920  the  balance  had  been 
reduced  to  $908,932  in  favor  of  Mexico.  Wheat  flour  led  the  list 
of  exports  for  1920,  and  sugar  led  the  imports. 

That  the  British  shipping  industry  is  severely  affected  by 
the  coal  crisis  is  evidenced  by  the  fact  that  the  stoppage  of  the 
mines  not  only  puts  an  end  for  the  time  being  on  coal  exports, 
but  inflicts  a  disastrous  blow  upon  industries,  all  of  which  con- 
tribute more  or  less  to  shipping  prosperity. 

No  fixtures  have  been  reported  in  the  time  charter  market. 

May  27 

The  export  market  continues  with  orders  for  American  coal, 
and  prompt  carriers  are  in  demand,  but  these  are  difficult  to 
find,  either  here  or  abroad. 

Several  cargoes  are  said  to  have  been  fixed  on  the  other 
side  at  rates  ranging  from  30s  to  35s,  ancl  there  are  reports  for 
a  good  request  for  ships  in  the  Mediterranean  trade  and  the 
Islands. 

Conditions  are  brighter  for  the  owners  of  cargo-carrier!-, 
and  rates  are  likely  to  advance  further  should  the  strike  con- 
tinue. 

The  European  public  is  growing  less  interested  in  the  time 
when  the  miners  will  decide  to  return  to  their  work,  as  it  is 
argued  that  it  will  be  impossible  for  them  to  mine  coal  for 
home  consumption  as  cheaply  as  it  can  be  imported  from 
America. 

Grain  from  the  Gulf  and  North  Pacific  ports  shows  no  di- 
minution, and  heavy  shipments  are  going  to  United  Kingdom, 
Greece  and  Scandinavian  countries  at  rates  unchanged  from 
latest  reports. 

Charters 

Str.  Torrey  (Nor.),  5,000  tons.  Norfolk  to  Gibraltar.  30s.  coal:  May 

Str.  Kalfarli  (Sw.),  4,081  tons,  n.  r.,  gulf  to  Antwerp,  7s  6d  per 
quarter,  heavy  grain;  May  31. 

Str.  Hagno  (Du.),  4,700  tons,  Hampton  Roads  to  Plate,  up-river 
ports  27s  6d,  down-river  ports  26s  3d,  coal;  prompt. 

Str.  Bratsberg  (Nor.),  2,418  tons,  Cuba  to  United  Kingdom,  sugar, 
about  $10;  May-June. 

Str.  Volga  (Br.),  2,851  tons,  six  or  eight  months  time  charter  in 
trans-Atlantic  trade.  6s  4Vi>d.  delivery  United  Kingdom. 

Str.  Haugerland  (Nor.),  3,578  tons,  five  or  six  months  time  charter. 
6s,  delivery  Amsterdam. 

Str.  Rochdale  (Br.),  2,377  tons,  Virginia  to  Plate,  coal,  27s;  June 

Str.  Thorgard  (Nor.),  1,484  tons,  one  round  trip  in  West  India 
trade,  $2:  prompt. 

Str.  Helmia  (Swed.).  1.288  tons,  north  side  Cuba  to  Philadelphia  or 
New  York,  sugar.  17c;  if  Boston,  19c. 

Str.  Gibel  Gelahui  (Br.).  682  tons.  n.  r..  three  ports  Spanish  Medi- 
terranean to  London,  45s  per  100  cubic  ft.;  prompt. 

Str.  Volga  (Br.).  delivery  and  redelivery  United  Kingdom,  six  to 
eight  months  trans-Atlantic  trading,  6s  4%d  on  d.  \v. 

Str.  Nedmac,  Philadelphia  to  French  Atlantic  ports,  general  cargo; 
International  Freighting  Corp.;  May. 

Str.  Toledo  Bridge,  Philadelphia  to  Christiania,  Copenhagen.  Goth- 
enburg, Helsingfors  and  Reval,  general  cargo;  W.  J.  Grandfieid  &  Co.; 
May. 

Str.  Collingsworth,  Philadelphia  to  Rotterdam.  Antwerp  and  Am- 
sterdam, general  cargo:  W.  J.  Grandfleld  &  Co.;  May. 

Str.  Capulin,  Philadelphia  to  London,  Hull,  Newcastle,  Leith  and 
Middlesboro,  general  cargo;  Clyde  S.  S.  Co.:  June. 

Str  Rosenberg  (Dan.),  1,210  tons,  Philadelphia  to  Rio  Grande, 
coal,  $6.25;  May-  June. 

May  28 

The  general  cargo  movement  out  of  Atlantic  ports  is  com- 
paratively light,  but  the  slow  movement  of  exports  is  accentuated 
by  the  marine  workers'  strike. 

Both  United  Kingdom  and  Mediterranean  coaling  depots  are 
conspicuous  buyers  on  the  basis  of  $5.25  up  to  $5.75,  and  from 
30s  to  35s.  In  some  of  these  charters  it  is  reported  that  the 
crews  are  undertaking  to  load  and  discharge  the  vessel  if  it  is 
found  necessary  through  the  sympathetic  strike  of  transport 
workers. 

Prompt  coal  tonnage  is  required  for  the  Atlantic  Islands  at 
31s  3d,  Gibraltar  32s  6d  and  Algiers  and  Copenhagen  $6. 

The  River  Plat  market  continues  firm  at  from  47s  to  50s  for 
heavy  grain,  up-river,  June  and  July  loading. 

The  Pacific  Coast  North  Atlantic  Conference  has  made  a  new 
rate  for  shipments  of  onions  from  the  west  to  the  east  coast  of 
65c  a  hundred  pounds,  which  is  an  increase  of  15c.  The  mustard 
seed  rate  in  less  than  carload  lots  is  reduced  from  $3  to  $1  50  a 
hundred  pounds. 

Outside  of  coal  and  grain  there  is  no  charter  market  worthy 
of  mention. 

Charters 


am,    coal,    $5, 
n    Lorenzo    to 


r       ¥ackinno,n    IP"--).   6300   tons,   10  per  cent,   San    Lorenzo   to 
ortion;  Junf  °r  Contment'   55s>  heavy  grain,   57s  6d  if  seeds,  with 

Kin!do'mHne,.inc,,(r0r');   It00,,1.,0"8'   10  per  cent'   San   Lorenzo  to  United 
St?  V/m  ?3nTe^Ssnn  °,d-  option  Mediterranean  57s  3d. 
Str.  Izaro  (Span.).  2800  tons.  10  per  cent,  Rosario  to  United  King- 
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i  c.iiitini  nt.  r,7s  ilil.  .'|i(  ion  North  Sp  Fune. 

Sir.    r.-iiiiiiliiin    Trail. -r    i  Mr.  l,    Kill!    I. .us.    St.    .lulili.    N.    !!..    tn    lrul..l 
KillK<l»l".    su.uar.    pi  i\  :\lf    trl  IIIH. 

Sir.  Tai/.an  Mam   t.lup.),  1962  tpns,  n  Virginia  pint  In  l,inbon,  coal, 
(Itui.).   2656   tons,    Virginia   to   Gibraltar,    coal,   private 

'"st'r   Gaelic  rrince  (Br.),  3592  tons,  a  Virginia  port  to  St.  Michael*, 

private  i. -mis:  prompt. 
Sti     Walliall   iKr.),   2550  tons,  a  gulf  port  to  Klver  Plate,   lumber. 

'sir    sia'ilarnli.'im.   ."jOOO  tons.   10  per  eriit.   San   Lorenzo  to   I 

rnntiiient   (liordeaux-Hamburg  Uanife).  Ms;  June  1-25. 
sir.    I'niiali.    L'.MHI   inns.   Smi   Ix>renzo  to  United  Kingdom  or  Con- 

n  Str.  Sygna,  5800  tons.   Sun  Ixirenzo  to  United  Kingdom  or  Conti- 
ii,  lit.  .Mis: '.lun,> 

Schr.  /.   i:    >  HIT,  2000  tons,  Philadelphia  to  Galveston,  coal,  private 

Si  -In-.    Ada  Tower   (lir. ).    528   tons.  Torrrviejn    to   Boston,    salt,    pri- 
•  THIS. 

May  31 

In  some  lines  a  slight  change  for  the  better  at  the  port  of 
Hampton  Komls  has  licm  noted,  although  there  has  been  no 

i  change  in  the  export  situation.  Freight  space  on  all 
steamers  is  readily  available  up  to  the  time  of  sailing,  and  in 
many  instances  steamers  call  at  other  ports  on  the  Atlantic 
seaboard  for  additional  cargo. 

ocean  freight  rates  are  unsteady,  and  it  is  believed  that  the 
movement  of  cargo  will  not  show  any  great  improvement  until 
rates  are  placed  on  a  firm  basis. 

I'ort  conditions  at  San  Francisco  are  improving  slowly. 
Important  business  is  showing  activity,  but  the  export  trade  is 
very  dull.  A  considerable  number  of  vessels  are  laid  up  in  the 
various  districts  of  the  harbor,  but  several  large  vessels  have 
been  placed  on  the  important  runs.  Business  with  Asiatic  ports 
and  with  Central  and  South  American  countries  is  expected  to 
show  steady  improvement  from  this  time  on. 

Approximately  2,000  sailors  are  idle  in  New  Orleans,  await- 
ing for  a  revival  of  shipping. 

The  federal  government  of  Mexico  has  appropriated  $3,390,- 
000  to  construct  a  municipal  wharf  at  Vera  Cruz.  Seven  ships 
can  be  berthed  simultaneously  at  the  new  wharf,  which  will 
be  completed  in  two  years,  and  which  will  be  backed  by  ware- 
houses for  storage  of  cargoes. 

Much  of  the  congestion  in  Mexican  seaports,  particularly  at 
Vera  Cruz,  is  due  to  poor  railway  facilities  from  the  ports. 
Labor  trouble  at  the  ports  and  the  need  of  enlarged  berthing 
space  have  contributed  their  share  to  the  tieup. 

The  time  charter  market  remains  unchanged. 

June  1 

A  telegram  from  the  Vice-Consul  at  Vera  Cruz,  dated  May 
.'•I.  states  that  on  May  14  the  freight  on  hand  at  that  port 
amounted  to  25,300  tons.  Shipments  by  rail  amounted  to  4,796 
tons,  and  receipt  by  sea  were  2,940  tons. 

There  is  and  has  been  some  congestion  at  the  port  of  Tam- 
pico,  but  there  is  not  as  alarming  an  accumulation  of  freight 
nor  is  the  condition  as  serious  as  in  Vera  Cruz.  Although  it  is 
said  that  the  incoming  freight  is  five  times  as  great  as  the 
amount  of  outbound  cargo,  it  is  rapidly  absorbed  by  a  few  con- 
signees, a  single  oil  company  perhaps  taking  2,500  tons  of  a 
3,000-ton  cargo. 

Despite  severe  depression  in  the  shipping  industry,  only  8 
per  cent  of  the  French  merchant  fleet  is  idle,  according  to  a 
French  authority,  Jean  Stern,  who  recently  arrived  in  New  York. 

The  River  Plate  freight  market  has  witnessed  a  fair  amount 
of  activity,  and  during  the  early  part  of  the  month  the  tend- 
ency of  charter  rates  was  toward  greater  firmness. 

Foreign  trade  of  the  United  States  continued  to  fall  off  in 
April,  according  to  figures  made  public  by  the  Department  of 
Commerce.  Exports  of  $340,000,000,  compared  with  $387,000,000 
the  month  before,  and  $648,000,000  in  April,  1920.  Imports  last 
month  increased  $3,000,000  over  the  $252,000,000  total  the  month 
before,  but  were  $241,000,000  below  the  April,  1920,  mark.  For 
the  ten-month  period  ended  with  April,  the  trade  balance  in 
favor  of  the  United  States  was  something  like  $100,000,000. 

Time  charter  demand  for  ships  is  small,  owing  to  strikes 
here,  in  Argentine  and  in  England.  The  prevailing  rate  is  in- 
dicated by  a  recent  charter  made  in  London  market  for  a  7,000 
to  8,000-ton  freighter  for  a  year's  voyage  from  here  to  the  .United 
Kingdom  and  continent  at  6s  4%d,  or  approximately  $1.25  a 
deadweight  ton  a  month. 

RATES   ON   UNROUTED   SHIPMENTS 

The  Traffic  World   Washington  Bureau 

The  Commission  has  granted  sixth  section  permission  to  the 
Grand  Trunk  System  and  other  New  England  lines  to  cancel,  on 
one  day's  notice,  a  rule  for  the  application  of  rates  from  points 
on  the  Grand  Trunk  and  other  New  England  lines,  which  other- 
wise, would  have  become  effective  June  6.  The  Grand  Trunk 
publication  which  is  to  be  canceled  is  its  I.  C.  C.  No.  2975,  the 
Bangor  &  Aroostook  to  be  canceled  is  its  I.  C.  C.  No.  1649.  The 
two  are  the  same  in  substance. 

In  the  Grand  Trunk's  tariff  the  publication  was  designate, 
as  "Special  freight  tariff  covering  regulations  governing  un- 


routrd  shipments."  It  Bald,  "The  freight  rate  tariff*  of 
Grand  Trunk  Railway  Hymen.  (HncH  cast  of  Ix-trolt  and  St.  Clalr 
)  applying  from  stations,  rorlliinil.  Me.,  to  Norton  Mill, 
Vi  inclusive.  In  some  Instance*,  contain  more  than  one  basis 
for'  rates  from  and  in  the  name  stations  depending  upon  the 
route  used,  but  the  carriers  parlies  therein  ,!.,  not  obligate  them- 
selves to  use  any  special  route  or  rate  unless  shipments  are 
specifically  routed  by  shippers.  Specific  routing  is  desirable  and 
shippers  should  indicate  the  route  they  desire  used,  and  are  urged 
to  comply  with  this  requirement  on  shipping  orders  and  bllli 
of  lading.  In  the  absence  of  such  specific  routing,  the  originating 
carrier  will  forward  such  shipments  via  routes  that  will  insure 
through  service,  having  due  regard  to  (a)  loading  of  home 
equipment;  (b)  the  question  of  car  conservation;  and  (c)  im- 
possibilities of  embargoes  or  congestion  at  any  of  the  various 
gateways." 

In  publishing  that  rule  the  carriers  hoped  to  be  able  to  n 
strict  unrouted  traffic  to  the  standard  lines.  They  Intended  to 
put  upon  the  shipper  the  burden  of  routing  via  differential  lines 
If  he  desired  to  avail  himself  of  the  lower  rates  applying  thereon. 
Instead,  however,  of  the  tariffs  serving  the  end  in  view,  II 
became  apparent  that  upon  the  effective  dates  thereof,  the  car- 
riers would  have  a  boomerang  in  full  operation.  It  seemed  ob- 
vious that  without  considering  the  violation  of  Conference  Ruling 
214-c,  in  which  the  Commission  declared  It  was  the  duty  of  tin- 
carrier  to  send  unrouted  traffic  via  the  cheapest  route,  shippers 
would  send  all  their  traffic  unrouted  and  then  allow  the  rule  in 
214-c  to  come  into  effect.  That  would  mean  that  carriers  would 
send  the  stuff  via  the  standard  lines  and  then  be  compelled  to 
apply  the  rates  in  effect  via  the  differential  routes. 

The  Grand  Trunk  tariff  carried  the  word  "reduction."  That 
carrier  seemed  to  understand  what  the  effect  of  the  rule  would 
be.  The  Bangor  &  Aroostook,  using  that  as  an  illustration, 
seemed  unwilling  to  advise  the  shipper  that  it  was  reducing 
rates,  if  it  knew  that  to  be  the  fact.  The  Maine  Central  also 
failed  to  designate  by  any  word  on  the  tariff  whether  it  worked 
an  increase  or  reduction. 

The  carriers  when  they  applied  for  sixth  section  permission 
said  that  they  desired  to  cancel  because  the  rule  would  operate 
as  before  indicated;  that  is  to  say,  shippers  would  bill  their 
traffic  unrouted  and  then  call  upon  them  to  obey  Conference 
Ruling  214-c  and  apply  the  lower  rates  applying  via  the  differ- 
ential lines.  That  is  something  that  they  desire  to  avoid,  hence 
their  move  to  cancel  a  tariff  before  its  effective  date. 

The  Maine  Central,  by  means  of  its  tariff,  I.  C.  C.  C-3585, 
proposed  to  put  the  indefinite  routing  rule  which  would  have  had 
the  effect  of  sending  freight  over  the  standard  lines  on  differ- 
ential line  rates  into  operation  on  June  1.  Although  the  Com- 
mission issued  its  special  permission  authorizing  the  cancellation 
of  the  tariffs  on  short  notice  prior  to  June  1,  the  Maine  Central 
could  not  get  its  cancellation  tariff  to  Washington  prior  to  tne 
effective  date.  The  Commission  came  to  its  rescue  by  suspend- 
ing the  tariff  carrying  the  rule  until  September  29.  Inasmuch 
as  the  carrier  probably  will  not  desire  to  defend  the  rule,  it  may 
be  authorized,  in  another  permission,  to  cancel  it. 


RATES    ON    EXPORT   FLOUR 

(Continued  from  page  1191) 

tween  June  25  and  December  30,  1919,  in  excess  of  the  aggre- 
gate of  intermediates  contemporaneously  in  effect.  He  recom- 
mended a  holding  that  the  charges  on  this  traffic  to  New  Orleans 
and  Galveston  for  export  during  the  same  periods  based  on  the 
lowest  combinations  were  not  unreasonable.  The  case  grew  out 
of  the  application  of  rates  on  wheat  in  accordance  with  General 
Order  28.  Those  rates  broke  the  relationships  that  had  thereto- 
fore existed.  The  old  relationships  were  restored  in  part  on 
December  30,  1919.  McGrath  said  that  the  complainants  did 
not  challenge  the  intrinsic  reasonableness  of  the  rates  assailed, 
but  contended  that  they  were  relatively  unreasonable  and  unduly 
prejudicial  in  that  they  did  not  conform  to  the  adjustment  prior 
to  June  25,  1918,  which  was  restored  December  30,  1919. 


RATES  ON  MYRABOLINS  AND  BARK  EXTRACT 
An  order  of  dismissal  has  been  recommended  by  Examiner 
John  A.  McQuillan  in  No.  12249,  Pfeister  &  Vogel  Leather  Co. 
vs.  Lehlgh  Valley,  Director-General,  et  al.,  on  a  holding  that  the 
rates  on  myrabolins  from  New  York  and  Philadelphia  to  Cheboy- 
gan,  Mich.,  and  on  bark  extract  In  carloads  from  New  York  to 
the  same  place  had  not  been  shown  to  be  unreasonable,  but  that 
overcharges  were  assessed  on  some  of  the  shipments.  He  rec- 
ommended a  direction  to  refund  the  overcharge. 


RATES   ON    IRON   TANKS 

Examiner  Howard  Hosmer  has  recommended  the  dismissal 
of  No.  12054.  Pure  Oil  Co.  vs.  M.  K.  &  T..  Director-General,  et  al.. 
on  a  holding  that  the  rates  on  carloads  of  iron  tanks,  knocked 
down,  from  Gushing,  Okla..  to  Central  City,  O.,  and  Morgantown. 
W.  Va.,  in  June  and  July.  1919,  were  not  unreasonable  nor  other- 
wise unlawful. 
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VALUE  OF  PAR  AND  NO-PAR  STOCKS 

The  Traffic   World   Washington  Bureau 

A  one-sided  discussion  as  to  the  relative  merits  of  issues  of 
certificates  of  stock  having  par  or  no  par  was  had  before  the 
Commisison,  May  26,  on  the  applications  of  the  El  Paso  &  South- 
western, Denver  &  Rio  Grande  Western,  Western  Pacific  Rail- 
road Corporation  and  the  Fort  Smith  &  Western  to  issue  no  par 
stock  certificates.  The  El  Paso  Southwestern  asked  authority  to 
convert  its  250,000  par  certificates  into  750,000  shares  of  no  par. 
No  one  appeared  in  opposition  to  the  applications.  Therefore,  what- 
ever might  be  said  in  favor  of  issues  of  certificates  having  par 
was  not  put  before  the  Commission  at  all.  Commissioners  asked 
questions,  however,  which  might  have  been  taken  as  indicating 
that  some  of  them  are  opposed  to  the  issue  of  no  par  certificates, 
although  they  might  have  been  asking  the  questions  for  no  rea- 
son other  than  a  desire  to  develop  fully  the  argument  in  favor 
of  no  par  issues  and  not  to  serve  as  an  indication  of  the  opinion 
held  by  the  questioners. 

Frederick  Strauss,  who  was  a  member  of  President  Taft's 
Railroad  Securities  Commission,  spoke  in  favor  of  the  issuance 
of  no  par  certificates  in  accordance  with  the  recommendations 
of  that  body.  He  said  that  the  most  important  of  all  principles 
of  sound  finance  is  that  the  superstructure  of  credit  shall  rest 
on  an  adequately  firm  base  of  capital.  Without  this,  the  stability 
of  the  financial  structure,  he  said,  is  impaired  by  an  ever-grow- 
ing debt  with  ever-growing  fixed  charges.  He  said  that  with 
shares  having  a  par  it  is  difficult,  and  in  many  cases  impossible, 
to  make  a  sale  at  less  than  par.  He  said  that  in  the  case  of 
a  carrier  the  stock  of  which  sells  at  below  par,  all  money  must 
be  raised  by  the  sale  of  bonds;  it  has  to  go  into  debt  more  and 
more  deeply;  the  worse  its  financial  condition,  the  stronger  is 
this  compulsion  and  the  heavier  becomes  its  fixed  charges.  The 
requirement  that  no  stock  should  be  sold  at  less  than  par  would 
be  sound  if  it  resulted  in  the  sale  of  stock  at  par,  but  it  is  un- 
sound if  it  results  merely  in  the  sale  at  a  considerable  discount 
of  bonds  bearing  an  extremely  high  rate  of  interest. 

Mr.  Strauss  said  that  there  is  another  economic  ground  on 
which  to  advocate  the  issuance  of  no  par  certificates,  and  that 
Is  that  there  is  no  such  thing  as  constant  value;  all  value  fluctu- 
ates with  use,  depending  upon  supply  and  demand,  profitable 
employment  of  property  and  other  factors.  The  fact  that  a 
share  states  that  $100  has  been  paid  to  the  company  is  of  his- 
toric interest  only. 

Discussion  of  the  specific  applications  was  avoided  by  Mr. 
Strauss  because,  he  said,  that  his  only  interest  was  in  the  eco- 
nomic phase  of  the  subject. 

W.  C.  Osborn,  for  the  El  Paso  &  Southwestern,  said  that  the 
company  desired  to  get  away  from  any  statement  of  the  value 
of  its  property  and  especially  to  avoid  any  statement  prior  to  a 
valuation  of  the  property  by  the  Interstate  Commerce  Commis- 
sion. Commissioner  Eastman  several  times  asked  questions 
which  seemed  to  indicate  that  he  was  of  the  opinion  that  the 
Commission,  when  it  authorized  the  issuance  of  stocks  and 
bonds,  would  have  to  set  a  valuation  not  only  on  the  bonds  but 
the  equity  over  and  above  the  amount  of  the  bonds  on  which 
the  stock  shares  would  be  based.  He  wanted  to  know  if  it  would 
not  be  incumbent  upon  the  Commission  when,  for  instance,  it 
authorized  the  issuance  of  $9,000,000  worth  of  bonds,  to  declare 
that  the  equity  of  the  stockholders  in  the  property  was  not  more 
than  so  much  and  that  it  would  have  to  limit  the  issuance  of  cer- 
tificates of  stock  to  the  value  of  the  equity  so  found. 

Mr.  Osborn  said  that  that  was  exactly  the  thing  which  the 
company,  he  represented  desired  to  avoid.  He  said  he  was  op- 
posed to  scaling  up  or  scaling  down  the  stock  issues  of  any  com- 
pany or  companies.  He  said  the  new  law  had  disregarded  the 
question  of  security  values  and  made  the  value  of  the  property 
the  only  measure.  Under  that  principle,  he  said,  the  issuance  of 
par  stock  would  be  wholly  inconsistent.  He  said  that  the  Com- 
mission is  dealing  with  a  situation  created  by  a  statute  or  a 
series  of  statutes;  that  his  view  was  that  the  use  of  no  par  cer- 
tificates would  be  better  than  the  use  of  certificates  purporting 
to  be  of  a  particular  value.  He  said  that,  at  present,  only  six 
railroad  companies  have  issued  stock  that  is  selling  at  par  or 
better.  He  asked  if  any  one  of  the  other  hundreds  came  asking 
authority  to  issue  stock  at  par  would  it  be  possible  for  the  Com- 
mission to  authorize  the  sale  of  the  stock  at  less  than  par.  He 
suggested  that  it  would  be  ridiculous  for  the  Commission  to 
authorize  the  issuance  of  stock  at  par  in  the  face  of  the  fact  that 
the  market  value  of  the  outstanding  stock  was  less  than  par.  He 
said  that  the  issuance  of  no  par  stock  should  be  compulsory  be- 
cause it  would  lead  to  larger  financing  on  the  equity  side  than  is 
the  fact  now. 

Throughout  the  argument  Commission  Potter  asked  at  every 

opportune  moment,  when  the  Commission  would  not  have  to  have 

a  standard  for  its  own  guidance  in  authorizing  the  issuance  of 

He  wanted  to  know  if  the  Commission  would  not  be  ac- 

uaed  of  inconsistency  if  It  authorized  one  road  to  sell  stock  for 

figure  and  another  at  a  different  figure.     Those  who  were 

ining  the  question  appeared  loath  to  make  answer  to  that  but 

Dust  in  of  Cleveland,  who  is  reorganizing  the  Fort 


Smith  &  Western,  said  that  he  did  not  see  how  the  Commission 
could  be  subjected  to  criticism  on  that  score  because  one  of  the 
most  obvious  things  is  that  one  road  has  a  larger  equity  in  its 
property  than  another.  If  all  stock  is  to  have  a  par  of  100  or  a 
multiple  thereof,  it  is  obvious  that  the  stock  in  these  different 
roads  must  be  sold  at  varying  prices.  In  support  of  the  applica- 
tion of  the  Fort  Smith  &  Western,  Mr.  Dustin  said  that  Company 
is  not  authorized  to  issue  anything  other  than  no  par  stock.  He 
said  it  would  be  a  vain  thing  for  the  Commission  to  say  that  it 
could  not  exercise  the  power  granted  in  its  charter  because  no- 
where in  the  Interstate  Commerce  Act,  he  said,  is  it  declared  that 
a  company  must  issue  capital  stock  having  a  par.  His  scheme  of 
reorganization  calls  for  the  issuance  of  ten  shares  of  no  par  stock 
in  connection  with  each  bond.  The  bonds  to  be  issued  will  have 
a  face  value  of  $5,244,000  and  will  take  the  place  of  an  outstand- 
ing issue  of  bonds  and  accrued  interest  totaling  something  over 
$11,000,000.  If  the  proposed  issue  of  stock  should  be  given  a  par 
of  $100  the  new  capitalization  would  be  just  about  equal  to  the 
present  funded  indebtedness,  accrued  interest  and  receiver's 
certificates. 

John  J:  Bowie,  for  the  Denver  &  Rio  Grande  and  the  Western 
Pacific  Railroad  corporation,  explained  the  intricacies  of  the  re- 
organization which  is  being  carried  out  with  respect  to  the  prop- 
erties suggested  by  the  two  names. 

"You  will  commit  suicide  and  destroy  all  railroad  financing  if, 
in  connection  with  the  issuance  of  these  certificates,  you  under- 
take to  do  the  work  of  all  executive  committees  or  boards  of 
directors  of  all  railroad  companies,"  said  Mr.  Bowie.  He  warned 
the  Commission  against  undertaking  to  exercise  business  judg- 
ment in  connection  with  the  issuance  of  the  securities.  He  said 
that  state  commissions  had  tried  that  and  had  found,  to  their  sur- 
prise, that  capital  was  not  being  invested  in  railroads  in  their 
states.  His  idea  was  that  the  only  function  of  the  Commission 
was  to  prevent  the  issuance  of  securities  from  improper  motives 
or  for  unlawful  projects.  His  thought  was  that  the  only  thing 
the  Commission  is  required  to  be  is  an  obstacle  to  obvious 
financial  buccaneering. 


FEDERAL  CONTOL  OF  STOCKYARDS 

The   Traffic   World   Washington  Bureau 

Objection  to  that  part  of  the  Haugen  packer  control  bill  giv- 
ing the  Secretary  of  Agriculture  authority  to  regulate  rates, 
charges,  and  regulations  of  stockyard  owners  or  market  agencies 
and  remove  discrimination  against  interstate  commerce  in  live 
stock,  was  voiced  in  the  House  by  Representative  Black,  of 
Texas,  in  the  debate  on  the  bill. 

Mr.  Black  showed  that  the  section  of  the  bill  under  discus- 
sion was  almost  word  for  word  the  same  as  that  part  of  section 
13  of  the  interstate  commerce  act  under  which  the  Commission 
has  assumed  jurisdiction  over  intrastate  rates. 

"There  is  a  question  in  my  mind,"  said  Mr.  Black,  "even 
granting  the  advisability  of  placing  the  live-stock  yards  of  the 
country  under  jurisdiction  similar  to  the  interstate  commerce 
law,  as  to  whether  we  want  to  go  to  the  extent  of  providing  that 
if  any  state  regulatory  body  should  fix  a  rate  or  charge  which 
the  Secretary  of  Agriculture  should  say  created  an  undue  prefer- 
ence to  one  of  the  state's  own  communities  or  which,  in  the 
opinion  of  the  secretary,  placed  an  undue  burden  on  interstate 
commerce,  that  he  should  have  the  power  to  enter  and  fix  a  new 
rate,  charge,  practice,  or  fare  and  thereafter  that,  that  rate  shall 
be  the  rate  to  be  charged,  the  order  or  decision  of  any  state 
authority  to  the  contrary  notwithstanding." 

In  response  to  questions,  Mr.  Black  said  he  knew  of  no  state 
laws  with  which  the  proposed  legislation  would  conflict  but  that. 
he  did  not  favor  a  provision  in  the  law  which  would  take  away 
the  power  of  the  state  to  deal  with  purely  intrastate  transactions 
relating  to  stockyards.  He  was  asked  by  Representative  Hud- 
speth  whether  he  had  reached  the  conclusion  he  held  since  the 
passage  of  the  transportation  act.  He  replied  he  had  voted  for 
that  law  and  that  he  was  not  undertaking  to  discuss  the  question 
of  the  regulation  of  intrastate  railroad  rates. 

"The  railroads,"  said  he,  "are  for  the  most  part  now  parts 
of  large  systems  extending  from  state  to  state,  and  the  tendency 
is  for  still  further  consolidations.  There  is  no  such  condition  as 
to  stockyards.  So  far  as  I  know,  each  stockyard  operates  wholly 
within  a  separate  state.  We  have  had  the  interstate  commerce 
law  a  good  many  years,  and  it  was  many  years  before  Congress 
deemed  the  situation  as  complicated  enough  to  justify  giving  the 
Interstate  Commerce  Commission  power  to  have  any  control  over 
state  rates." 

Mr.  Black  added  that  he  doubted  whether  Congress  had  the 
power  to  go  so  far  as  to  write  the  Shreveport  decision  into  the 
transportation  act. 

Representative  Ix>gan,  of  South  Carolina,  took  the  position 
that,  as  forty-two  states  were  contesting  in  the  U.  S.  Supreme 
Court  the  right  of  the  Commission  to  regulate  intrastate  rates, 
t  would  be  inconsistent  for  the  representatives  from  those  stales 
to  write  into  another  law  provisions  embodying  the  same  prin- 
ciple against  wliich  protest  was  being  made  to  the  Supivnie 
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Court,     llr  belic\<'d   adoption   ol'   llir   provision   under  discussion 
would   "pill    us   :ill    in    :i    UK. si    embarrassim;   position." 

Tlif  purpose  ol  the  Haugen  bill  was  explained  by  Represen- 
tative llaugcn  as  follows: 

"Ii  is  proposed  to  give  ilir  SeeretaiN  of  Agriculture  Jurisdic- 
tion over  Hit1  packers.  stock\atds.  commission  men,  traders,  buy- 
BTB,  ami  si  Hers,  and  all  activities  connected  with  the  slaughter- 
ing and  marketing  of  live  stock  and  livestock  products  in  in 
stale  commerce;  iiiai  is,  the  secretary  shall  have  jurisdiction 
from  the  lime  the  live  stock  is  unloaded  at  the  terminal  yards 
and  alter  it  is  out  of  the  jurisdiction  of  the  Interstate  Com- 
merce Commission. 

"l'p  to  the  time  of  unloading  the  live  stock  the  Interstate 
Commerce  Commission  has  jurisdiction  over  the  shipment,  dis- 
tribution, and  ownership  of  stock,  refrigerator  cars,  and  other 
timipmont.  and  transportation  rates,  including  belt  lines  and 
terminal  roads.  Hence,  it  is  proposed  that  the  secretary's  juris- 
diction shall  begin  where  the  Interstate  Commerce  Commission's 
jurisdiction  ends:  or,  In  other  words,  the  Interstate  Commerce 
Commission  is  to  continue  its  exclusive  jurisdiction  over  trans- 
portation rates  and  compelling  the  carriers  to  furnish  refrig- 
erator and  stock  cars,  and  so  forth,  and  the  secretary  is  to  have 
exclusive  jurisdiction  over  all  transactions  connected  with  the 
slaughtering  and  marketing  of  live  stock  and  live-stock  products 
in  interstate  commerce,  subject,  of  course,  to  court  review;  to 
gather  and  compel  information  concerning  and  to  investigate 
the  organization,  conduct,  practices,  and  management  of  the 
packers  and  stockyards,  including  all  transactions  in  or  about 
the  stockyards  by  all  concerned  or  persons  dealing  on  such 
yards.' 

Regulation  of  the  railroads  was  referred  to  by  Representa- 
tive Wood  of  Indiana  in  a  speech  opposing  the  packer  control 
bill.  He  declared  the  railroads  had  been  hampered  in  the  past  by 
laws  of  the  state  and  nation. 

"People  thought  they  (the  railroads)  were  lying  when  they 
said  they  could  not  carry  passengers  for  2  cents  a  mile,  but  they 
told  us  that  if  we  would  give  an  increase  of  15  per  cent  on  freight 
rates  they  would  not  only  improve  the  rolling  stock  but  make  ex- 
i  ensions  and  do  the  business  of  this  country  as  it  ought  to  be 
done  We  did  not  give  it  to  them,  and  it  was  not  given  to  them 
by  the  Commission,  and  so  when  the  war  clouds  broke  and  that 
great  emergency  came  we  found  that  they  were  telling  the  truth 
in  the  dilapidated  condition  of  the  roads  turned  over  to  the  gov- 
ernment. So  it  is  with  all  of  this  character  and  class  of  legis 
latiou  Why,  the  time  is  rapidly  approaching  when  it  will  not 
be  possible  for  us  to  set  a  hen  without  getting  the  consent  of  the 
Department  of  Agriculture." 

Representative  Connally,  of  Texas,  inquired  whether  it  was 
not  true  that  "when  we  started  out  to  regulate  the  railroads  we 
started  out  with  the  idea  of  getting  the  rates  down,  but  regula- 
tion has  reversed  the  thing  until  they  have  got  them  up  where 
we  cannot  get  them  down,  and  it  is  a  system  by  which  they  levy 
a  tax  on  us  largely  brought  about  by  too  much  regulation? 

"Absolutely,"  replied  Mr.  Wood,  "and  we  are  paying  the 
penalty  We  are  paying  an  awful  price  for  it  and  we  do  not 
know  what  the  future  is  going  to  be  in  the  railroad  business  of 

"Does  the  gentleman  mean  that  the  high  rates  were  brought 
about  by  the  government  control  and  activity?"  asked  Repre- 

"  "That  had  a  very  large  "part  in  bringing  it  about  and  this 
legislation  will  have  a  similar  influence  in  the  output  of  f  od, 

P  Mr.  Tincher  inquired  whether  Mr.  Wood  favored  repeal  of 
the  interstate  commerce  law. 

"I  would  not  be  in  favor  of  repealing  the  interstate  commerce 
law"   replied  Mr.  Wood,  "but  I  would    be    in    favor    of    enact- 
ing'a  law   that   would   govern   its   control   and   transactions, 
would  not  leave  it  to  a  set  of  men  who  with  every  change  ( 
wind   change   the  regulations.     The   Interstate   Commerce  Com 
mission  knew,  or  should  have  known,  the  conditions  that  the 
railroads  were  in  before  they  were  taken  over  by  the  govern- 
ment    and   knew,   or   should   have   known,   the   necessities    that 
existed  as  a  matter  of  fact,  but  they  yielded  to  the  clamor  of 
the  people  and  to  this  legislative  body  and  the  several  legisla- 
tive bodies   of  the   states.     They   are   °n  *   ^'f   ™dj"l'   ** 
susceptible  to  influence  as  we  are  susceptible  to  influence  1 
A  great  mistake  was  made  then  and  we  are  making  am 
here,  and  we  will  pay  the  penalty  for  giving  to  the  Secretary 
of  Agriculture  the  power  to  make  law.     That  is  what  you  a 
doing.     You  let  them  get  the  nose  of  the  camel  undei 
and   they   will   have   the   whole   animal   in   before   you   know   i 
and   criticize   anybody   that  dares   to  say   a   word      We  are  be- 
coming bureaucratic,  and  this  is   the  most  striking  illustratit 
we  have  had  of  this  fact  up  to  date. 

"No-  we  had  better  get  back  to  the  old  practice  and  insteae 
of   hampering   business   and   regulating   it  to   death,   we   should 
say  to  the  business  of  the  country,  to  the  men  who  have 
innate  genius  to  do  big  business,  do  your  best  and  the  laws 
the  country  will  protect  you  as  long  as  you  live  within  the  law 
That    is  the  kind   of  thing  we   want.     If  we  had  had   the  kin. 
of  regulation  provided  for  in  this  bill  years  ago,  what  would  the 
«.i.,,,?  Wr,i,i,t  thprp  h<>  a  sinele  transcontinental  rail- 


road built'.'  No:   not   one    Will  then    ever  be  another  built   under 
tin     present    s>  Hlem'.'      V,  ho   would    venture   a   dollar   In   Bn   enter 

.1  that  charade.  How  many  of  you  would  ad-. 
i  iieml  to  iiM.st  a  dollar  in  that  kind  of  an  e-nterprlaf?  Would 
you  gentlemen  destroy  the  great  packing  Induiitrles  of  the 
country?  I  want  to  «ay  that  the  greatest  encouragement,  the 
i  incentive  for  men  who  raise  cattle,  hogs,  and  sheep 
that  there  Is  is  to  be  found  In  these  large  concerns.  Why,  no 
one  knows  1  expect  it  is  Impossible  for  any  of  us  here  to 
calculate  tin-  amount  oi  money  that  these  men  are  turning  over 
and  over.  There  is  not  a  man  here  that  lives  In  a  town  of  any 
considerable  size  that  does  any  considerable  amount  of  banking 
business  but  what  these  packers  are  drawing  on  them  in  the 
shape  of  loans  every  day  for  money  and  more  money  with  which 
to  conduct  their  enormous  business." 

The  bill  was  passed  by  the  House  June  2  without  a  fight  and 
now  goes  to  the  Senate. 


Personal  Notes 


R.  G.  Hyett,  traffic  assistant  for  the  Waco  Chamber  of  Com- 
merce, has  been  selected  to  manage  the  new  traffic  and  trans- 
portation department  of  the  chamber,  which  began  its  operations 
June  1.  F.  A.  Leffingwell,  former  secretary-manager  of  the  Waco 
Chamber,  has  been  appointed  manager  of  the  transportation  de- 
partment of  the  Texas  Chamber  of  Commerce  at  Dallas. 

J.  G.  Elgin,  for  several  years  traveling  freight  agent  for  the 
C.'R.  I.  &  P.  at  Louisville  and  Oklahoma  City,  has  been  appointed 
traveling  freight  and  passenger  agent  for  that  road  at  Atlanta. 

E.  L.  Dalton,  general  traffic  manager,  Montgomery  Ward 
&  Co.,  has  severed  his  connection  with  that  concern  to  become 
traffic  manager  for  the  American  Radiator  Company,  Chicago. 
Richard  M.  Vowels,  formerly  assistant  traffic  manager  for  Mont- 
gomery Ward  &  Co.,  will  now  be  traffic  manager  at  Chicago. 

The  following  appointments  and  changes  have  been  an- 
nounced by  the  Buffalo,  Rochester  &  Pittsburgh  Railway  Com- 
pany: G.  A.  Bowman  has  been  appointed  assistant  general 
freight  agent  at  Buffalo;  J.  H.  Garrity,  division  freight  agent  at 
Pittsburgh;  E.  D.  Davis,  division  freight  agent  at  Rochester; 
W.  H.  Francis,  chief  of  the  tariff  bureau  at  Rochester;  R.  R. 
Williams,  special  representative  at  Rochester.  The  following 
have  been  appointed  traveling  freight  agents:  J.  A.  Fullerton, 
Buffalo;  G.  J.  Lawless,  Pittsburgh;  R.  W.  Anderson,  New  Castle, 
and  J.  G.  Miller,  Rochester.  H.  C.  Watson,  assistant  general 
freight  agent  at  Pittsburgh,  and  John  S.  Rockwell,  general  agent 
at  Rochester,  have  been  retired  under  the  pension  rules.  Both 
positions  have  been  abolished.  C.  O'D.  Pascault,  division  pas- 
senger agent,  Pittsburgh,  has  resigned  and  that  position  has 
also  been  discontinued. 

The  Chicago  offices  of  the  Transmarine  Corporation  and  the 
Atlantic  Port  Railway  Corporation  are  in  charge  of  E.  A.  Phil- 
lips, general  agent  for  those  companies. 

John  Offenlock  has  been  appointed  agent  for  the  New  York 
Despatch  Refrigerator  Line  and  the  National  Despatch  Refrig- 
erator Line  at  Des  Moines,  la. 

The  Pennsylvania  System  has  announced  the  appointment  of 
Leroy  S.  Weber  as  district  freight  representative  for  the  Lehigh 
district.     He  succeeds  M.  C.  Broughton,  who  has  been  promoted. 
Harold  A.  Williams  has  been  appointed  district  freight  rep- 
resentative for  the  Baltimore  &  Ohio  Railroad  at  Milwaukee. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  Traffic  Club  of  Chicago  will  hold  its  annual  family  out- 
ing at  the  Calumet  Country  Club,  June  8.  Luncheon  and  dinner 
will  be  served  and  a  program  of  sports  has  been  arranged,  which 
includes  a  baseball  game  between  shippers  and  railroad  men. 
On  Tuesday  evening,  June  7,  the  club  will  view  films  of  the 
merchant  marine  in  the  Hotel  La  Salle.  Addresses  will  be  made 
by  Admiral  Benson,  chairman  of  the  Shipping  Board,  Edward 
N.  Hurley,  John  Barton  Payne,  Charles  Piez  and  E.  F.  Carry. 

Frank  J.  Sprague,  inventor  of  the  electric  trolley  and  re- 
cipient of  the  Franklin  Institute  medal  for  his  achievements  in 
the  electric  engineering  field,  was  the  speaker  at  the  luncheon 
meeting  of  the  Traffic  Club  of  Chicago  at  the  Hotel  I.*  Salle, 
June  2. 


The  speaker  at  noonday  meeting  of  the  Traffic  Club  of  St. 
Louis    June  1  was  Joseph  E.  Jones  of  the  Lincoln  Housing  Trust. 


The  Transportation  Club  of  Decatur  held  its  monthly  meet- 
Ing  in  the  Y.  M.  C.  A.  Library,  May  24.  The  speaker  was  S.  J. 
Sparks,  assistant  freight  agent  of  the  Wabash,  whose  subject  was 
"Overcharge  Claims."  Following  the  talk  there  was  general  di* 
cussion  on  the  subject. 

The  Indianapolis  Traffic  Club  will  hold  its  closing  dinner  of 
the  season  the  evening  of  June  9  at  the  Claypool  Hotel.  Tin- 
speaker  will  be  Henry  A.  Palmer,  editor  of  The  Traffic  World. 
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TRUCK  UPSETS  TEXAS  RATES 


The  Trafe  World  Washington  Bureau 

A  motor  truck,  handling  gasoline  from  Somerset  to  San  An- 
tonio Tex.,  a  distance  slightly  in  excess  of  twenty  miles,  has 
made'  such  a  disturbance  in  the  rate  adjustment  made  by  the  I 
terstate  Commerce  Commission  that  it  has  been  constrained  to 
re-open  the  Shreveport  and  Texas  intrastate  rate  cases,  Nos. 
8418  and  11764,  and  appoint  a  hearing  to  be  held  at  Austin,  June 
16  by  Examiner  Healy.  The  San  Antonio  Railway  Company, 
formerly  the  Artesian  Belt,  precipitated  this  matter  by  asking 
the  Commission  for  permission  to  publish  a  rate  of  19  cents  per 
100  pounds  with  a  view  to  persuading  the  Pioneer  Oil  and  Refin- 
ing Co  to  use  the  railroad  instead  of  its  truck  in  transporting 
gasoline  and  other  refined  products  from  Somerset  to  San  An- 
tonio It  said  that  the  matter  was  a  purely  local  one  and  sug- 
gested, therefore,  that  it  should  be  allowed  to  establish  the  rate, 
which  would  be  a  reduction  from  25  cents,  the  rate  that  became 
effective  when  the  Commission  wiped  out  Texas  rates  in  the 
Shreveport  decision  and  added  the  Ex  Parte  74  increase. 

The  Commission  came  to  the  conclusion  that  a  little  change 
in  a  local  rate  like  that  would  have  a  tendency  to  break  down 
the  mileage  scale  it  had  prescribed  in  the  two  big  cases.  There- 
fore, it  re-opened  the  case  with  a  view  to  making  an  order  that 
would  fit  such  situations,  calling  the  issue  in  the  re-opened  case 
a  question  of  relationship  of  rates  on  crude  and  refined.  The 
chances  are  that  it  will  be  found  necessary  to  lower  rates  for 
short  hauls,  if  the  railroads  desire  to  do  that  kind  of  business. 
The  tendency,  in  the  last  few  years  has  been  to  establish  com- 
paratively high  rates  for  short  hauls,  because  the  terminal  ex- 
pense on  such  hauls  is  just  as  great  as  for  hauls  across  the  conti- 
nent. Motor  truck  owners  may  not  make  their  rates  properly 
but,  regardless  of  whether  they  make  them  properly  or  other- 
wise, their  competition  on  short  hauls  has  a  tendency  to  create 
situations  such  as  this,  which  caused  the  Commission  to  re-open 
two  of  its  largest  cases. 

TIME  FOR  FILING  OVERCHARGE  CLAIMS 

The  Traffic  World   Washington  Bureau 

A  favorable  report  from  the  Senate  interstate  commerce 
committee  on  S.  621,  amending  subdivision  (c)  of  section  206  of 
the  transportation  act  to  permit  the  filing  of  straight  overcharge 
claims  with  the  Commission  within  two  years  after  the  termina- 
tion of  federal  control  was  submitted  to  the  Senate  May  27  by 
Senator  Kellogg  of  Minnesota. 

The  report  embodied  a  letter  from  Chairman  Clark  of  the 
Commission  favoring  extension  of  time  for  the  filing  of  straight 
overcharge  claims  but  not  for  claims  of  a  different  character. 
As  the  bill  was  introduced  the  time  would  have  been  extended 
for  complaints  for  reparation,  but  the  committee,  following  the 
recommendation  of  Chairman  Clark,  revised  the  bill  so  that,  as 
reported,  it  applies  only  to  overcharge  claims  as  to  the  two-year 
period. 

In  his  letter  Chairman  Clark  said: 

Your  letter  of  the  10th  instant  with  which  you  inclosed  copy  of 
hill  (S.  621)  proposing  to  amend  subdivision  (c)  of  section  206  of  the 
transportation  act  has  been  considered  by  our  legislative  committee 
and  by  the  Commission,  and  I  am  authorized  to  say  that,  while  for 
reasons  I  shall  recite  we  think  that  some  amendment  to  this  sub- 
division is  appropriate,  we  are  not  in  accord  with  the  full  measure 
of  change  proposed  by  8.  621. 

Subdivision  (c)  contains  a  statute  of  limitations  upon  the  time 
limit  within  which  complaints  for  reparation  against  the  Director 
General  may  be  filed  and  considered  by  the  Commission.  That  limit 
was  one  year.  It  was  the  evident  purpose  of  Congress  to  fix  a  rea- 
sonable period  and  at  the  same  time  make  it  sufficiently  short  so 
that  these  matters  arising  out  of  federal  control  might  be  brought 
to  a  conclusion  within  a  reasonable  period.  We  did  not  hear  of  any 
criticism  of  this  time  limit  until  a  short  time  before  the  year  was  to 
expire,  the  Director  General  announced  that  straight  overcharge 
claims  were  governed  by  that  subdivision.  We  have  heard  no  criti- 
cism of  the  time  limit  since  that  announcement  was  made  except  in 
connection  with  straight  overcharge  claims.  By  "straight  overcharge 
claims"  is  meant  claims  involving  the  collection  by  the  Director  Gen- 
eral of  charges  in  excess  of  those  provided  in  the  legally  and  lawfully 
applicable  tariffs.  Such  overcharges  are,  of  course,  the  result  of 
errors  by  carriers'  agents.  It  is  very  seldom  that  a  complaint  involv- 
ing such  claim  Is  brought  to  us.  Ordinarily  the  carrier  convinces  the 
claimant  that  he  is  mistaken  as  to  the  tariff  or  the  claimant  convinces 
the  carrier  that  its  agent  has  committed  an  error.  In  rare  instances  a 
"  ritroversy  over  the  Interpretation  or  proper  application  of  the  tariff 
comes  to  us  for  determination.  For  these  reasons  and  not  understand- 
ing that  straight  overcharge  claims  were  governed  by  subdivision  (c) 
shippers  did  not  file  with  us  claims  of  that  nature  until  after  the 
Director  General  had  made  the  unexpected  announcement  that  they 
were  covered  by  the  limit  in  that  subdivision. 

I  should  state  that  in  connection  with  this  announcement  by  the 
Director  General  he  advised  everyone  to  file  his  claim  with  the  Com- 
mission before  the  expiration  Of  the  year:  he  directed  that  all  claims 
of  that  nature  that  were  in  the  hands  of  the  officers  of  the  roads  that 
were  under  federal  control  should  be  forwarded  to  us  for  registration 
o  as  to  stop  the  running  of  the  statute  of  limitations;  and  that  the 
officials  of  the  road  should  proceed  to  adjust  meritorious  claims,  advis- 
ing us  when  adjustment  had  been  made.  He  sent  to  us  for  registra- 
tion all  the  straight  overcharge  claims  that  were  in  his  office,  and 
has  been  proceeding  with  adjustment  of  them  as  rapidly  as  they  could 
lie  reached.  A  very  large  number  of  claims  was  filed  with  us  A 
limited  number  were  tendered  for  filing  after  the  year  following'  the 
rlow  of  federal  control  had  elapsed.  There  will  doubtless  be  a  limited 
number  of  rases  In  which  the  Director  General  and  the  claimants  will 
not  agree  as  to  the  proper  Interpretation  of  the  tariff. 

Later  the  Director  General  announced  that  while  the  statute  of 
itlons  in  tubotvuloa  (c)  applied  to  the  presentation  of  straight 


overcharge  claims  to  the  Commission  he  was  not  prohibited  from  set- 
tling such  claims  when  they  had  not  been  filed  with  the  Commission, 
sind  he  authorized  the  officers  of  the  roads  that  were  under  federal 
control  when  that  control  ended  to  receive  for  filing  until  September  1 
next  such  claims  and  to  proceed  with  adjustment  of  them  when  they 
were  found  meritorius. 

For  these  reasons  we  feel  that  there  is  warrant  for  extending  the 
period  of  limitation  in  subdivision  (c)  for  an  additional  year  as  to 
claims  in  respect  of  overcharges  above  the  legal  tariff  charge.  We  do 
not  think  that  such  extension  should  be  made  as  to  claims  of  a  dif- 
ferent character. 

As  recommended  by  the  committee  and  as  it  is  expected  to 
pass  Congress,  the  bill  would  make  subdivision  (c)  of  section  206 
read  as  follows: 

Section  206  (c).  Complaints  praying  for  reparation  on  account  of 
damage  claimed  to  have  been  caused  by  reason  of  the  collection  or 
enforcement  by  or  through  the  President  during  the  period  of  federal 
control  of  rates,  fares,  charges,  classifications,  regulations  or  prac- 
tices (including  those  applicable  to  interstate,  foreign  or  intrastate 
traffic)  which  were  unjust,  unreasonable,  unjustly  discriminatory,  or 
unduly  or  unreasonably  prejudicial,  or  otherwise  in  violation  of  the 
Interstate  Commerce  Act,  may  be  filed  with  the  Commission,  within 
one  year,  or  if  so  claimed  in  respect  of  overcharges  above  the  legal 
tariff  charge,  within  two  years  after  the  termination  of  federal  con- 
trol, against  the  agent  designated  by  the  President  under  subdivision 
(a),  naming  in  the  petition  the  railroad  or  system  of  transportation 
against  which  such  complaint  would  have  been  brought  if  such  rail- 
road or  system  had  not  been  under  federal  control  at  the  time  the 
matter  complained  of  took  place.  The  Commission  is  hereby  given 
jurisdiction  to  hear  and  decide  such  complaints  in  the  manner  pro- 
vided in  the  Interstate  Commerce  Act,  and  all  notices  and  orders  in 
such  proceedings  shall  be  served  upon  the  agent  designated  by  the 
President  under  subdivision  (a). 

The  subdivision,  as  it  is  proposed  to  amend  it,  will  be  the 
same  as  it  is  now  in  the  law,  with  the  exception  of  the  addition 
of  the  words,  "or  if  so  claimed  in  respect  of  overcharges  above 
the  legal  tariff  charge,  within  two  years." 


HEARINGS  CONSOLIDATED 

Hearing  on  No.  12284,  Wilson  &  Co.,  Inc.,  of  Oklahoma  vs. 
C.  R.  I.  &  P.,  Director-General,  et  al.,  which  was  scheduled  to 
take  place  May  28,  was  consolidated  with  No.  12301,  Albert  Lea 
Packing  Co.  et  al.  vs.  Director-General  et  al.,  and  heard  before 
Examiner  John  T.  Money  in  Chicago,  May  27.  Both  cases  involve 
that  portion  of  the  combination  rate  on  fresh  meat,  on  through 
hauls  between  Chicago  and  Albert  Lea  and  Oklahoma  City,  south 
of  Kansas  City. 

The  complainants  in  No.  12284  allege  that  the  rate  from  Chi- 
cago to  Oklahoma  City  was  a  combination  of  locals  to  and  beyond 
Kansas  City  and  that  it  amounted  to  87.75  cents  prior  to  Gen- 
eral Order  28  and  $1.09%  subsequent  thereto.  The  rate  claimed 
as  reasonable  was  constructed  by  adding  the  local  rate  to  Kansas 
City  to  the  1716  scale  rate  beyond  and  amounted  to  65%  cents 
and  82  cents.  The  latter  rate  was  put  in  during  April,  1920. 

The  Albert  Lea  rate,  involved  in  No.  12301,  was  $1.34  and 
was  also  a  combination  of  locals.  Applying  the  1716  scale  south 
of  Kansas  City  would  have  made  it  $1.09%.  Reparation  amount- 
ing to  approximately  $1,000  was  involved  in  the  two  cases.  The 
defendants  alleged  that  the  rates  in  both  instances  were  reason- 
able for  the  service  performed. 

In  order  to  give  those  defendants  or  possible  Interveners  who 
were  not  present  and,  therefore,  unaware  of  the  consolidation,  an 
opportunity  to  be  heard,  the  hearing  was  not  closed  but  continued 
until  June  3. 


SHIPPERS'  CONVENTION 

Traffic  representatives  of  manufacturing  companies  which 
distribute  their  products  through  public  merchandise  warehouses 
will  meet  in  convention  at  the  William  Penn  Hotel,  Pittsburgh, 
June  16  and  17. 

The  convention  will  be  held  under  the  auspices  of  the  Ship- 
pers' Warehousing  and  Distributing  Association,  which  was  or- 
ganized at  Chicago  a  year  ago  for  the  general  purpose  of  effect- 
ing standardization  and  simplification  of  forms,  documents,  prac- 
tices, rules  and  regulations  in  the  business  relationship  between 
the  manufacturers  and  the  public  warehouse  industry. 

Uniformity,  overages  and  shortages,  taxation  on  stocks  in 
warehouses,  methods  of  billing,  systems  of  reporting  of  stocks— 
these  will  be  some  of  the  general  subjects  that  will  be  discussed 
at  the  Pittsburgh  convention.  Solutions  of  the  various  problems 
with  which  shippers  are  confronted  in  distributing  products  from 
lactory  through  the  public  warehouse  to  retailer  and  consumer 
are  sought. 


PETITIONS  FOR   REHEARING 

Defendants  in  No.  6194,  Holmes  &  Hallowell  Co  vs  Great 
Northern  et  al.,  and  No.  7895,  Traffic  Bureau  of  the  Commercial 
Club  of  Aberdeen,  S.  D.,  vs.  Great  Northern,  have  asked  the 
Commission  to  grant  a  rehearing  and  reargument  of  those  cases. 

The  Director-General  has  asked  for  a  rehearing  or  reargu- 
ment in  No.  11219,  Sinclair  Refining  Co.  vs.  Director-General 
et  al. 

The  Director-General  has  asked  the  Commission  to  grant  a 
rehearing  or  reargument  in  No.  11400,  Atlantic  Refining  Co.  vs. 
Director-General  et  al. 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


• 


CONDEMNS  THE  RAILROADS 

Kilitur  The  Trallic  World: 

1  notice  on  page  1094  of  The  Traffic  World,  May  21,  1921, 

i hiit   Mr.  l.albury  of  the  A.  M.  Travis  Company,  Pittsburgh,  has 

hiitl  the  courage  to  express  in  no  uncertain  terms  quite  a  number 

tit'   tacts   bearint;    particularly  on  the  distribution   of  fruits  and 

ibles. 

My  somewhat  wide  experience  has  taught  me  to  know  that 
i  hero  are  certain  lines  of  business  that  are  very  decidedly  handi- 
capped tor  no  reason  other  than  exorbitant  freight  rates,  and, 
while  Mr.  l,ai'bury  found  it  convenient  to  indulge  in  personali- 
ties, it'  it  be  true,  as  seems  to  be  the  case,  that  the  fruit  and 

etable  business  is  being  discriminated  against  as  compared 
to  oilier  lines  of  industry,  I  am  glad  to  join  in  the  protest  to 
which  he  refers,  and,  in  line  with  the  editor's  note,  if  the  shoe 
liis.  I  think  the  transportation  lines  should  wear  it  without  com- 
plaint. 

In  this  connection  I  would  like  to  have  the  following  situa- 
tion given  as  wide  publicity  as  possible: 

The  Baltimore  &  Ohio  Railroad,  the  Pennsylvania  Railroad 
and  the  Monongahela  Railway  companies  operate  to  and  from 
Fairmont,  W.  Va.,  each  carrying  rates  to  industries  located  on 
their  own  lines  in  Fairmont,  and  while  repeated  efforts  have 
been  made  by  civic  organizations  throughout  the  northern  part 
of  West  Virginia,  eastern  Ohio  and  western  Pennsylvania  by 
interested  prospective  industries  to  have  through  rates  published 
applying  from  all  points  on  both  lines  to  all  points  on  both 
lines  into  Fairmont,  nothing  up  to  this  time  has  been  accom- 
plished. In  fact,  we  have  not  been  able  to  permanently  estab- 
lish a  physical  connection  between  the  two  lines  within  the 
switching  limits  of  the  city.  Even  though  the  two  lines  are 
separated  by  a  distance  of  only  three  hundred  yards,  the  lowest 
present  rate  in  effect  to  be  applied  on  any  traffic  is  the  minimum 
scale,  which  ranges  from  thirty-five  down  to  ten. 

Representatives  of  each  of  the  three  lines  have  repeatedly 
expressed  their  willingness  to  establish  through  rates  and  join 
each  other  in  publishing  a  reasonable  switching  rate  between 
the  three  lines,  but  because  of  what  we  deem  to  be  fear  of  each 
oilier  nothing  definite  has  yet  been  accomplished. 

The  Baltimore  &  Ohio  seems  willing,  and  apparently  seriously 
so,  to  establish  through  rates,  and  at  one  time  Mr.  Schoonmaker 
of  the  Monongahela  agreed  that  such  rates  should  be  published, 
while  Mr.  Koch  of  the  Pennsylvania  for  a  time  concurred.  Re- 
gardless, however,  of  their  expressed  good  intentions,  we  are 
still  paying  the  exorbitant  rates,  with  no  relief  in  sight. 

I  hope  the  time  will  soon  come  that  the  Baltimore  &  Ohio 

will  feel  big  enough  to  tell  the  Pennsylvania  to  go  to  the  D , 

and  the  Monongahela  will  no  longer  feel  like  being  nursed  and, 
instead  of  charging  considerably  more  than  the  traffic  will  stand, 
thereby  prohibiting  prospective  factory  locations,  they  will  come 
to  some  agreement  whereby  they  will  find  it  businesslike  to 
let  live  as  well  as  to  live,  and  that  very  soon  the  Monongahela 
Valley,  particularly  Fairmont  and  relative  territory,  will  be 
placed  within  the  Central  Freight  Association,  where  it  rightly 
belongs,  and  on  the  strict  Pittsburgh  basis,  such  as  I  believe 
would  be  the  case  if  considered  from  a  just  standpoint,  rather 
than  a  selfish  one. 

It  is  a  foregone  conclusion  that  until  such  time  as  the  rail- 
road companies  show  a  willingness  to  co-operate  with  capital,  in- 
dustrial concerns  will  not  make  any  determined  effort  to  enrich 
the  railroad  companies. 

The  Consolidation  Coal  Co.,  Traffic  Dept., 
Per  L.  GlennRoop. 

Fairmont,  W.  Va.,  May  27,  1921. 


ELEVATOR  LAND  LEASES 

Kditor  The  Traffic  World: 

In  July,  1920,  we  paid  the  C.  M.  &  St.  P.  Ry.,  under  protest, 
$40  for  elevator  land  lease  at  one  of  our  stations.  Such  annual 
rentals  are  supposed  to  be  fixed  at  6  per  cent  of  the  valuation 
of  the  land  occupied.  The  valuation  of  the  land  under  our  lease 
at  this  station  is  put  by  the  railway  company  at  $160,  the  mini- 
mum rental  charge  of  the  railway  company  being  $10.  We  wrote 
the  railway  company  for  a  correction  of  this  rental  before  next 
renewal. 

A  few  days  ago  a  Chicago  representative  of  the  C.  M.  &  St. 
I'.  Uy..  together  with  the  division  superintendent,  called  on  us 
and  stated  that  under  a  ruling  of  the  Interstate  Commerce  Com- 


mission these  land  lease  rentals  muni  now  be  baaed  on  the  valu- 
ation of  the  hind  plus  the  valuation  of  the  sidetrack  front int 
the  leased  land,  which.  In  the  instance  under  consideration, 
would  make  our  next  rental  at  $41.86  In  the  place  of  $10;  that 
these,  valuations  are  given  the  railway  company  by  the  Commis- 
sion and  must  be  used  as  fast  as  received,  with  every  original 
I  a  ml  lease  or  renewal;  that  this  order  applies  to  every  railway 
in  the  country.  This  means  that  the  elevator  and  mill  owner* 
of  the  country  are  up  against  an  item  of  considerable  Interest. 

We  replied  that  our  elevator  in  question  and  practically  all 
country  elevators  are  located  on  sidetracks  that  are  used  by  the 
public  as  well  as  by  the  elevator  owners.  The  public  has  same 
privileges  precisely  in  car  service  as  the  elevator  or  mill  owner. 
Why  seek  to  make  a  charge  for  a  service  to  an  individual  that 
it  extends  to  the  public  without  charge?  This  proposition  would 
create  discrimination.  The  individual,  moreover,  by  reason  of 
his  building  and  business,  brings  tonnage  to  the  railway  that  it 
otherwise  would  not  get.  The  railway  participates  in  the  ben- 
efits of  the  business  of  the  individual,  built  and  developed  by 
his  own  money  and  labor,  and  now  proposes  to  penalize  him 
for  it. 

The  reply  to  us  mainjy  was  that  such,  however,  was  the 
ruling  of  the  I.  C.  C. — such  was  the  law. 

The  point  was  also  made  that  the  sidetrack  opposite  the 
elevators  was  used  exclusively  by  the  elevators,  making  the  two 
cases  not  parallel.  But,  to  the  contrary,  no  one  wants  exclusive 
use  of  such  sidetrack,  nor  is  it  practiced.  Wherever  and  when- 
ever it  is  convenient  for  the  public  to  load  or  unload  cars  oppo- 
site an  elevator,  it  is  done  with  no  protest. 

In  the  instance  of  the  particular  lease  in  question  we  find 
that  the  land  covered  by  the  lease  does  not  include  the  land 
covered  by  the  sidetrack  opposite,  which  we  believe  is  true 
with  every  railway  lease  in  the  country. 

We  assume  that  neither  the  I.  C.  C.  nor  anyone  else  can 
compel  us  to  lease  what  we  do  not  want.  We  do  not  want  ex- 
clusive use  of  any  sidetrack  privilege.  We  want  the  same  use 
as  the  other  fellow  who  is  asked  to  pay  nothing. 

Query:  Can  the  railway  cancel  lease  on  ground  of  a  refusal 
to  lease  the  sidetrack  opposite?  We  presume  that  as  a  common 
carrier  the  railway  cannot  cancel  without  sufficient  cause.  We 
do  not  object  to  renewal  of  lease  of  land  already  covered  in  our 
lease  and  on  the  railway  company's  terms,  with  car  service,  how- 
ever, same  as  given  those  not  having  investments  on  railway's 
right-of-way. 

We  presume  that  owners  of  structures  on  land  not  owned 
by  the  railway  company  also  will  be  approached  for  rentals  for 
sidetrack  service. 

We  have  recited  this  case  to  one  of  the  leading  law  firms 
in  Minneapolis  and  are  now  awaiting  their  investigation  for  opin- 
ion as  to  procedure  for  protection  or  defense.  We  shall  be  glad 
to  extend  this  opinion  in  part  or  in  full  to  those  who  are  In- 
terested and  who  write  to  us. 

We  believe,  however,  that  if  this  controversy  lands  In  the 
courts,  the  defense  should  be  undertaken,  not  by  any  individual, 
but  by  the  larger  interests  of  the  large  associations. 

Wabasha,  Minn.,  May  28,  1921.  R.  E.  Jones  Co. 


CABBAGES  AND  KINGS 

Editor  The  Traffic  World: 

We  have  been  noting  from  time  to  time  with  considerable 
interest  articles  published  in  your  paper  in  connection  with  the 
rate  on  fruits  and  vegetables  and  the  opinions  of  different  per- 
sons interested  in  this  question. 

We  have  noted  your  arguments  on  the  cabbage  question,  and 
if  cabbage  was  as  popular  on  the  markets  throughout  the  coun- 
try as  it  has  been  in  your  columns  for  some  time  we  do  not 
believe  the  value  at  shipping  point  would  be  $6  a  ton  as  you 
have  quoted  several  times,  but  that  it  would  be  worth  consider- 
ably more.  We  cannot  help  but  agree  with  Mr.  Lafbury,  con- 
nected with  the  A.  M.  Travis  Company,  whose  communication 
you  published  May  21.  Although  bis  letter  may  sound  ridiculous, 
nevertheless  he  was  striking  directly  at  the  truth  of  the  matter. 
We  also  have  been  in  the  cabbage  deal  and  can  truthfully  say 
that  all  cabbage  which  we  have  handled  since  July  1,  1920.  has 
been  a  losing  proposition.  Inasmuch  as  the  rates  are  unreason- 
able on  some  commodities,  we  believe  it  would  be  to  the  ad- 
vantage and  for  the  benefit  of  the  producer  to  have  a  readjust- 
ment on  these  rates. 

\Ve  desire  to  call  your  attention  to  the  communication  which 
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we  address*  to  the  He—  Stephe, ,G  Porte, •  undei -date  of 
May  20.  1921,  and  are  attaching  ~J^  "J^J^Sj?  letter  are 
cation  in  your  valuable  paper.  St. itements  in  ^ *1B  le*™  *™ 
not  from  hearsay  but  from  actual  facts  of  a  mo  ement  or ^a  car 

a 


canCsee  anything  reasonable  in  such  rates  as 

for  some  one  to  wake  up.  ^^  ^^  Company> 

John  J.  Cronin,  Assistant  Manager. 
Pittsburgh,  Pa.,  May  25,  1921. 

Hon.   Stephen  G.   Porter,   M.  C., 

_,_.» *„     V.A      anil*      at     nnhllf      aUCtlOtt      On     May      ID,      1V21,      <1IIU      LUC     ctwl*- 


tate  Commerce  Commission.    We  are  also  attaching  certified  copy  of 

lteir  rV-iiiifthl^Sr  from  The  °B  ^o  ^VdTat  *S  Strata 
?hi  Bpennsylvani^  Produce  y?rds .Union  Pratt*  Auction  Company  plat- 
form  at  21st  Street  and  a  certified  copy  of  our  reconsignmg  o 

afe  ForTnis  movement  of  the  above  car  a  distance  of  one  square 

verc  assessed  The  lo?al  rate  on  the  total  weight  of  the  lemons. 

vl*..  34124  pounds  at  24  cents  a  hundred  weight    amounting  to  ?81.8o 

and  the  ,econsigning  charge  at  B.  &  O    22nd  Street  known  as  Junction 


carCfromr  the  B.  &  O.  produce  yards  to  the  Pennsylvania  Pro- 
-—   **•-   i-aul   of   one   square   and   we 
according   to   the    laws 


and    ruling -if   the interstate   Commerce   Commission,    it  .is    very   un- 
?easonable  to  the  trade  in  general,  as  well  as  the  consuming  pubhc  at 


h.    As 

deHver^s  on"the"pittsburgh'  market.'  and"  unless  the  trade"  ships  Penn- 
sylvania Railroad  delivery,  and  take  whatever  service  they  are  handed, 
thev  are  unable  to  get  anything  from  any  other  line  running  into 
Pittsburgh  at  anv  reasonable  rate.  The  facilities  between  these  points 
ire  such  that  these  cars  can  be  handled  from  one  yard  to  another 
i.i  a  very  few  minutes  and  all  that  is  necessarv  is  switching  the  car. 
We  do  not  feel  that  this  is  a  reasonable  charge  for  the  service 

"  We  are  unable  to  quote  the  tariff  authority  for  assessing  the 
above  late  inasmuch  as  we  have  been  unable  to  obtain  a  copy  of  the 
said  tariff  from  the  carriers.  However,  we  presume  it  is  lawful  charge, 
but  we  wish  to  state  again,  however  lawful  it  might  be,  it  is  very 
unreasonable,  and  in  this  instance  caused  these  lemons  to  cost  some- 
thing over  20  cents  a  box  more  than  they  should  have  cost.  You 
can  see  the  above  charges  'are  very  unreasonable  and  to  support  our 
statements  we  have  attached  certified  copies  of  the  documents  cover- 
ing this  car  and  trust  that  you  will  place  this  matter  before  the  In- 
terstate Commerce  Commission  with  the  request  that  they  consider 
furnishing  a  reasonable  rate  without  discriminating  against  one  car- 
rier or  the  other  to  cover  such  movement  and  service  as  stated  above. 
Anything  that  you  can  do  to  bring  about  a  readjustment  in  this 
connection  will  be  appreciated  to  the  fullest  extent  by  us. 

We  suggest  to  Mr.  Cronin  that  the  place  to  lodge  his  complaint  is 
not  with  a  member  of  Congress  who  nrobablv  knows  nothine  about  the 
subject  or  even  with  The  Traffic  W-orld,  but  first  with  the  carriers 
Involved,  and,  if  they  fail  to  take  action,  then  with  the  Commission. 
If  he  has  a  case  he  will  probably  get  relief.  We  are  somewhat  weary 
of  being  put  in  the  attitude  of  asserting  that  no  freight  rates  are  too 
high.— Editor  The  Traffic  World. 

SUBSIDIZING  WATER  TRANSPORTATION 

Editor  The  Traffic  World: 

As  the  representative  of  the  interior  people  of  west  Tennes- 
see and  western  Kentucky,  I  thank  you  for  your  editorial  of 
May  21,  "Panama  Canal  Tolls,  etc." 

The  letter  prepared,  but  not  sent,  by  the  Traffic  Club  of 
Chicago,  shows  how  the  public  conscience  is  being  awakened 
against  the  government  granting  and  maintaining  special  privi- 
lege to  the  few  at  the  expense  of  the  many. 

You  state  the  matters  at  issue  fully  and  then  say:  "The 
question  Is  not  only,  Is  it  fair?,  but  is  it  practical?" 

You  do  not  answer  except  in  an  indirect  way  and  by  other 
questions  which  show  how  you  think  about  it.  The  interior  peo- 
ple answer  directly:  "No,  It  is  not  only  not  fair  nor  practical  but 
is  downright  dishonest  and  must  not  be  continued  by  the  gov- 
ernment," 

The  superlatively  wicked  double  taxation  for  transportation 
Imposed  on  the  interior  people  and  the  special  privilege  of  pref- 
erential freight  rates  granted  to  the  river  and  coast  cities  has 
been  possible  only  because  of  the  ignorance  and  apathy  of  the 
interior  people  themselves. 

When  they  were  first  taught  the  extent  of  the  discrimina- 
tions against  them,  they  did  not  act  because  they  felt  that  the 


cities  combined  together  could  defeat  their  efforts  to  obtain 
justice.  Yet  the  fighting  blood  of  a  few  became  aroused  and  at 
the  expense  and  personal  sacrifice  of  these  few  orders  for  equali- 
zation of  rates  were  obtained  from  the  Interstate  Commerce 
Commission  and  a  general  adjustment  of  rates  is  now  progress- 

We  won  because  our  demands  were  just.  The  interior 
business  men  have  been  impressed  with  their  possibilities  and 
duties  to  their  people  and  are  now  determined  that  no  such  im- 
position shall  be  practiced  against  them  in  the  future. 

If  the  railroads  apply  for  fourth  section  relief  to  meet  water 
competition,  we  will  be  on  hand  to  see  to  it  that  there  shall  be 
an  honest  account  taken  of  what  the  cost  of  water  transportation 
in  each  case  is,  so  that  the  Commission  will  not  blindly  fix  a 
rate  that  cannot  be  maintained  to  the  interior  points. 

I  do  not  know  who  originated  the  arbitrary  of  20  per  cent 
under  rail  rates  to  apply  to  water  rates,-  but  I  do  know  that  i 
is  not  based  on  any  known  facts  and  is  a  crime  against  those 
who  have  only  railroads  to  serve  them. 

In  fixing  rates  by  water,  whether  the  government  or  private 
interests  own  the  boats,  the  money  spent  by  the  government 
must  be  taken  into  account  and  a  compensation  for  it  included 
in  the  rates  charged  by  the  water  carrier. 

In  figuring  the  past  government  expenditures  we  do  not  de- 
mand that  the  whole  sum  of  more  than  one  billion  dollars 
already  spent  on  the  rivers  be  charged  up  to  transportation  ac- 
count, but  we  do  demand  that  an  honest  estimate  be  made  of  the 
present  value  of  locks,  dams  and  terminals  that  are  permanent 
and  have  been  built  at  public  expense,  the  cost  of  other  channel 
improvement  and  the  moneys  hereafter  spent  for  water  trans- 
portation be  taken  into  account. 

We  must  wipe  the  slate  clean  of  all  past  subsidies  granted 
to  railroads  and  boats  that  have  no  present  value,  charge  the 
loss  to  the  ignorance  or  perversity  of  those  who  were  to  blame 
for  them  and  start  out  anew  to  find  the  real  cost  of  transpor- 
tation by  rail  and  by  water,  treating  both  alike  by  taking 
honestly  into  account  all  of  the  elements  of  cost  that  enter  into 
each;  then  we  will  know  what  difference  there  is,  if  any,  and  the 
rate  question  will  be  settled  and  the  people  will  be  satisfied. 

The  interior  people  are  now  ready  to  serve  notice  on  Con- 
gress, the  Commission,  the  railroads  and  those  venturing  into 
the  business  of  transportation  by  water  that  they  will  not  in  the 
future  submit  to  the  discriminations  imposed  upon  them  in  the 
past,  and  the  transportation  tax  must  be  not  only  fair  and  prac- 
tical but  must  be  based  upon  known  facts  intelligently  and 
honestly  applied. 

A.  J.  McGehee,  Secy.,  Southern  Interior  Traffic  Assn. 

Jackson,  Tenn.,  May  24,  1921. 

FREE  TRANSPORTATION 

Editor  The  Traffic  World: 

In  answer  to  your  note  appended  to  my  communication  pub- 
lished May  21,  where  you  take  exception  to  my  statement  "that 
the  elimination  of  free  passes  would  leave  absolutely  no  incen- 
tive for  anyone  to  enter  the  railroad  field,"  would  say  that  prob- 
ably under  normal  conditions  the  assertion  might  have  appeared 
rather  broad,  but  what  I  intended  to  imply  and  should  have 
added  was,  "as  a  permanent  career." 

In  making  this  assertion  I  had  in  mind  conditions  in  rail- 
roading which  have  developed  since  the  first  of  the  year  as  a 
result  of  economic  adjustment. 

The  railroads  all  over  the  country,  and  especially  in  the 
eastern  section,  have  used  drastic  measures  in  reducing  operat- 
ing expenses  by  the  elimination  of  several  departments  and  re- 
ducing positions  in  various  offices  and,  incidentally,  salaries. 

That  such  action  was  necessary  is  not  denied,  but  in  most 
cases,  with  the  exception  of  gaining  practical  railroad  experi- 
ence as  the  means  of  a  more  renumerative  position,  what  incen- 
tive would  there  be  for  anyone  to  enter  the  clerical  field  of  rail- 
roading should  the  railroads  as  a  whole  abolish  the  long  stand- 
ing practice  of  granting  free  transportation  to  their  employes 
as  proposed  by  the  B.  &  M.  stockholders? 

B.  Scrivener,  Acheson  Graphite  Co. 

Niagara  Falls,  N.  Y.,  May  26,  1921. 


CAPITALIZATION  OF  BRAWN 

Editor  The -Traffic  World: 

Referring  to  your  editorial  comment,  at  page  695  of  the  April 
2  issue  of  The  Traffic  World,  on  the  writer's  letter  to  the  Open 
Forum  appearing  at  pages  727  to  730  of  the  same  issue  under 
the  caption,  "Solution  of  the  Railroad  Problem,"  would  call  your 
attention  to  the  article  reported  by  your  Washington  Bureau  at 
page  869  of  the  April  23  issue  of  The  Traffic  World,  under  the 
caption,  "Demand  for  Lower  Rates,"  wherein  Mr.  .Carl  Vrooman, 
former  Assistant  Secretary  of  Agriculture,  is  quoted  at  some 
length  and  sums  up  his  remarks  by  asking:  "So  is  it  not  worth 
considering  whether  the  idea  of  a  co-operative  partnership  in 
railroad  management  may  not  be  the  next  step  in  the  evolution 
of  our  transportation  system?"  Thus  it  appears  the  writer  is 
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not  alone  in  Mir  idc-i  that  the  ultimate  solution  of  tho  vexing 
problem  lies  In  pert'eeilng  n  more  efficient  working  organization 
through  the  medium  of  a  three  cornered  co-partnership  between 
money,  management,  and  hrawn,  the  result  of  which  will  glvo 
birth  to  economies  In  operation  that  will  permit  of  a  lowering 
.if  freight  rates  so  necessary  to  the  economic  well  helng  of  Hi. 
public1, 

You  state:  "The  trouble  with  most  such  ideals  is  that  they 
are  no'  practical."  It  affords  much  gratification  to  have.  Ibe 
idea  classed  as  an  ideal.  No  Ideal  can  he  realized  unless  and 
until  we  work  for  its  accomplishment.  The  Golden  Rule  Is  an 
ideal  i  lie  world  has  been  striving  to  attain  for  nearly  2,000  years. 
That  much  has  been  accomplished  toward  reaching  the  goal  of 
that  ideal  none  will  deny.  To  admit  that  an  ideal  is  not  prac- 
tical is  to  admit  that  our  great  American  democracy,  founded 
on  the  principles  of  the  Golden  Rule,  is  impractical.  The  Ideal 
of  a  co-partnership  between  money  capital,  brain  capital,  and 
brawn  capital  is  one  founded  upon  the  Golden  Rule.  It  repre- 
sents the  industrial  expression  of  that  rule,  enunciated  by  the 
man  of  Galilee,  which  is  the  only  panacea  for  the  ills  the  In- 
dustrial world  is  heir  to,  among  which  are  bolshevism,  anarchy, 
I.  \V.  \Vism,  etc.  If  our  transportation  systems  are  adequate 
to  serve  the  public,  whose  creature  they  are,  a  means  must  be 
provided  that  will  insure  their  uninterrupted  operation.  Such 
can  only  be  accomplished  by  satisfied  investors,  managers,  and 
employes,  whose  satisfaction  is  measured  by  the  returns  on  the 
investment  each  class  has  put  into  the  business.  When  either 
class  demands  and  gets  away  with  more  than  its  just  and  equit- 
able share  in  the  division  of  the  gains,  dissatisfaction  is  preva- 
lent and  interruption  of  or  inferior  service  results. 

Your  editorial  asks  three  questions  which  the  writer  will  at- 
tempt to  answer.  1.  "Assuming  that  this  particular  plan  would 
be  beneficient,  if  operative,  how  in  the  world  is  it  going  to  be 
put  into  effect?  2.  Who  is  going  to  guarantee  that  the  wage 
earner  would  accept  the  plan?  3.  If  he  accepted  it  in  principle, 
would  he  take  anyone's  figure  as  to  the  capitalization  of  his 
effort?" 

Answering  the  first  query:  The  plan  can  be  put  Into  effect 
on  any  medium-sized  railroad  in  the  country  in  less  than  two 
years  and  will  prove  its  practicability.  When  once  proven  it 
is  but  a  step  to  enlarge  its  application  to  other  lines.  The  writer 
is  sanguine  enough  to  believe  that  when  once  the  details  are 
grasped  and  understood  by  the  representatives  of  the  three 
classes  on  any  particular  road  it  would  be  put  into  effect  at  once. 
The  first  step  necessary  is  to  have  a  conference  of  three  repre- 
sentatives from  each  class — three  money  stockholders,  three  from 
the  managerial  class,  and  three  from  among  the  employes  from 
the  operating,  maintenance,  and  mechanical  departments.  These 
nine  conferees  could  readily  formulate  the  details  of  the  articles 
of  co-partnership  which,  if  approached  in  the  spirit  of  tolerance, 
would,  without  question,  result  in  a  thoroughly  workable  arrange- 
ment, according  to  each  class  a  fair  and  just  compensation  for 
its  effort.  Such  an  agreement  would  insure  a  stability  that  would 
encourage  confidence.  Much  needed  money  would  be  attracted, 
management  would  have  something  tangible  with  which  to  plan 
for  the  future,  and  the  employes  would  have  the  assurance  that 
they  would  share  equally  in  any  division  of  profits  created  by 
their  efforts  to  increase  efficiency  in  operation. 

Answering  the  second  query:  The  wage  earner  is  certainly 
not  going  to  accept  this  or  any  other  plan  until  he  has  had  an 
opportunity  to  become  familiar  with  it.  Prom  personal  experi- 
ence in  the  operating,  traffic  and  mechanical  departments  of  car- 
riers, the  writer  is  confident  that  the  average  railroad  employe 
has  mental  capacity  enough  to  grasp  the  idea  and  that  he 
possesses  a  spirit  of  fairness  that  would  dictate  an  acquiescence 
when  convinced  that  the  other  members  of  the  co-partnership 
were  willing  and  ready  to  meet  him  on  common  ground  in  an 
attempt  to  solve  their  mutual  problems.  A  well  directed  cam- 
paign of  enlightenment  and  missionary  work  along  the  line 
would  produce  wonderful  results,  provided  it  were  conducted  in 
a  whole-hearted  and  convincing  manner.  All  the  employe 
wants  to  know  is  that  capital  and  management  mean  business. 
When  assured  he  is  not  being  imposed  on  and  that  the  other  fel- 
low hasn't  "an  ace  up  his  sleeve,"  the  employe  can  be  relied  on 
to  meet  the  situation  in  a  satisfactory  manner.  Given  a  reason- 
able time  in  which  to  conduct  an  educational  campaign  along  the 
lines  mentioned,  the  writer  will  guarantee  that  the  employes 
would  accept  the  plan,  failing  in  which  he  would  be  willing  to 
forego  any  compensation  for  his  service. 

Answering  the  third  query:  After  a  joint  committee  of  stock- 
holders, managers,  and  employes  had  conducted  an  investigation 
of  the  compensation  paid  in  a  similar  service  on  other  lines, 
there  could  be  no  reasonable  doubt  of  the  economic  value  of  any 
class  of  employes  to  the  transportation  business.  This  value, 
when  once  established,  would  become  the  basis  for  the  distribu- 
tion of  stock  to  the  individual  employe,  which,  in  turn,  would 
be  the  measure  of  his  participation  in  the  fruits  of  the  enterprise. 
By  the  same  token  that  the  Interstate  Commerce  Commission 
(sic)  placed  the  reasonable  return  to  the  carriers  at  5j^  per 
cent,  the  joint  committee  would  determine  the  economic  value  on 
which  the  stock  distribution  is  based  and  which  represents  the 
employe's  capitalized  value  to  the  business. 

When  said  employe  knows  his  value  has  been  determined  by 


a  council  in  which  he,  through  hlx  chosen  representative,  ban 
participated,  there  Is  little  question  but  that  he  would  be  will- 
ing to  accept  tbat  determination  as  a  fair  measure  of  bis  worth 
to  the  business.  By  the  same  means,  tbe  measure  of  the  value 
of  the  general  manager,  for  Instance,  would  be  determined  and 
his  participation  In  the  profits  of  the  business  would  be  of  no 
greater  proportionate  amount  than  the  section  hand. 

It  Is  a  foregone  conclusion  that  there  will  never  be  Indus- 
trial peace  In  the  railroads  of  this  country  until  some  plan  Is 
made  effective  whereby  the  thne  necessary  and  fundamental 
elements — money,  brains,  and  brawn — can  be  amalgamated  Into 
a  working  unit  the  basis  of  which  will  be  a  mutual  confidence 
best  expressed  In  one  of  the  many  variations  of  the  golden  rule, 
"one  for  all  and  all  for  one." 

In  conclusion,  let  me  state  that  all  economic  barometers 
indicate  that  the  world  is  advancing  from  a  period  of  revolu- 
tionary ideas  into  one  of  evolutionary  thought.  Organized  capi- 
tal has  sought,  by  Its  strength,  to  throttle  the  masses.  We  are 
just  beginning  to  emerge  from  a  period  of  organized  labor  au- 
tocracy. From  both  of  these  forces  the  great  middle  class  has 
rebelled  until  it  would  seem  that  now  is  the  psychological  time 
to  evolve  a  plan  that  will  bring  the  warring  elements  together 
to  the  end  that  they  may  step  forward  In  unison  over  a  road 
paved  with  honest  Intentions,  as  equal  partners  striving  to 
render  a  public  service  of  the  first  order  and  in  so  doing  reap 
a  just  and  equitable  reward  for  themselves. 

B.  J.   Drummond,  Traffic  Manager, 
Cincinnati  Grain  and  Hay  Exchange. 

Cincinnati,  0.,  May  24,  1921. 


UNIFORMITY  OF  TARIFFS 

Editor  The  Traffic  World: 

Speaking  of  efficiency,  etc.,  I  recently  had  occasion  to  supply 
rates  on  a  certain  commodity  from  a  point  of  origin  to  various 
points  of  destination. 

I  carry  a  pretty  fair  line  of  tariffs  but  when  I  tried  to  quote 
from  my  tariffs  I  found  a  number  of  points  that  I  could  not 
check  up,  so  put  the  request  up  to  the  rate  clerk  of  one  of  our 
leading  railroads.  On  receipt  of  his  reply  I  tried  to  check  up 
with  such  tariffs  as  I  had  covering  quite  a  number  of  the  points, 
but  they  did  not  check  at  all. 

I  then  decided  I  would  try  some  of  the  other  lines,  so  sent 
a  duplicate  of  the  list  to  each  of  two  other  lines,  and  on  receipt 
of  their  reply  found  I  had  three  different  sets  of  rates  from  one 
originating  point  to  the  same  destination  points.  On  asking  for 
a  recheck  from  all  three,  I  was  Informed  that  these  rates  were 
correct  and  the  lowest  rates  in  force  from  and  to  the  points 
named.  On  a  separate  sheet  I  am  going  to  give  you  a  few  illus- 
trations, but  will  not  mention  the  lines  by  whom  quotations  were 
made.  In  some  cases  you  will  find  quotations  from  three  differ- 
ent parties  and  others  only  two. 

The  variation  in  rates,  which,  of  course,  is  due  to  the  inter- 
pretation of  the  different  rate  clerks  who  figure  these  rates  to 
Arkansas  points,  is  especially  interesting  and  shows  plainly  the 
need  of  a  uniform  style  or  more  simplified  set  of  tariffs. 

These  rate  clerks  in  checking  the  rates  asked  for  have  evi- 
dently overlooked  the  fact  that  there  are  various  combinations 
that  can  be  used,  especially  in  the  Southwest  territory,  and  each 
one  has  taken  as  his  guide  the  first  tariff  that  came  to  hand. 

As  far  as  these  rates  are  concerned  they  don't  tell  anything 
except  that  the  rate-making  system  is  so  complicated  that  even 
rate  clerks  representing  leading  lines  of  the  country  cannot 
figure  them  out  correctly. ' 

This  backs  up  my  contention  that  all  tariffs  should  be  of 
uniform  style  and  composition  and  issued  from  one  office  under 
supervision  of  the  Commission.  What  a  tremendous  saving  this 
would  be  to  the  carrier.  The  number  of  tariffs  could  be  reduced 
probably  sixty  per  cent,  and  the  saving  on  this  item  alone  would 
run  into  many  thousands  of  dollars  annually. 

This  comes  right  back  to  my  original  argument  of  a  year 
or  eighteen  months  ago  in  favor  of  government  ownership  and 
control.     This  is  one  of  the  things  we  could  have.    Under  a  :• 
tern   of  this  sort  overcharge  claims  would   be  greatly   reduced. 

I  know  how  you  stand  on  this  proposition.  You  say  I  am  a 
government  ownership  crank.  Well,  maybe  so.  But  if  govern- 
ment ownership  and  operation  will  accomplish  this,  let  us  have 
it  even  if  it  does  add  a  few  to  our  already  large  army  of  poli- 
ticians. 

Geo.  W.  Collins,  The  Peters  Cartridge  Co. 

Cincinnati,  May  24,  1921. 
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MISSISSIPPI-WARRIOR  SERVICE 

Editor  The  Traffic  World: 

I  read  The  Traffic  World  and  often  have  to  smile  at  some 
of  the  wise  sayings  that  appear  anent  the  railroad  problem. 

What  I  am  interested  in  most  is  the  pessimistic  idea  some 
traffic  experts  have  about  the  Mississippi-Warrior  service.  A 
year  or  two  ago  I  came  to  this  city  from  Texas  and  was  imme- 
diately put  to  work  in  the  barge  line  tariff  department  compiling 
tariffs.  We  had  only  a  very  short  time  in  which  to  get  out  all 
the  available  tariffs  to  meet  the  emergency  arising  from  the 
return  of  railroads  to  private  owners.  Our  trouble  came  from 
the  fact  that  we  did  not  have  all  the  necessary  concurrences 
and  it  was .  imperative  that  we  get  the  tariffs  out  before  the 
railroads  were  turned  back  to  their  owners  and  the  I.  C.  C. 
again  resumed  its  functioning.  Mr.  Brent  secured  the  services 
of  all  the  available  tariff  men  possible.  We  went  to  work  under 
a  handicap.  It  was  cold  and  the  building  we  were  housed  in 
was  ill  heated  and  dirty,  and  we  had  to  climb  three  flights  of 
stairs  to  get  to  and  from  our  work.  We  were  several  blocks 
from  the  traffic  department's  office  and  we  had  no  real  chief  to 
help  us  out.  We  were  from  various  roads  and  sections  of  the 
country,  but  we  knew  our  business  and  did  not  need  any  leaders. 
We  got  the  tariffs  out  on  time,  and  when  the  roads  were  turned 
back  we  were  ready  for  any  emergency.  The  maps  and  charts 
we  had  to  go  by  were  prepared  by  the  traffic  manager,  Theo. 
Brent,  no  doubt;  at  any  rate,  we  had  ample  instructions,  full 
confidence  and  plenty  of  pay.  Never  a  criticism  came  from  Mr. 
Brent  that  I  know  of,  and  I  was  with  him  pretty  often  and  with 
his  chief  clerk  every  day. 

The  Mississippi-Warrior,  February  1,  1920,  sent  me  as  agent 
to  Memphis.  I- was  the  first  agent  that  the  barge  line  had  at 
that  point  and  loaded  the  first  barge  of  cotton.  A  Mr.  Taylor 
had  preceded  me  as  general  agent  and  had  secured  some  four 
hundred  bales  before  I  reached  Memphis,  but  it  fell  to  my  lot  to 
load  the  first  big  steel  barge  to  the  limit  and  I  had  the  pleasure 
of  stuffing  87  cars  in  it,  or  practically  4,500  bales.  We  came 
near  reaching  the  5,000-bale  limit.  Then  we  loaded  the  second 
and  third  barges.  The  prepayment  of  the  cotton  and  other  busi- 
ness ran  my  cash  up  close  to  $100,000  in  three  weeks. 

The  loading  methods  were  crude  and  we  labored  under  a 
tremendous  hardship.  It  was  terrible  weather — snow,  sleet  and 
rain  most  of  the  time.  I  had  no  office  or  desk  room  and  worked 
it  a  great  disadvantage,  and  many  nights  all  night  long.  I  had 
no  assistant  and  we  were  "up  against  it"  with  those  who  con- 
trolled the  facilities  that  we  used.  The  obstacles  thrown  in 


our  way  made  Mr  Brent  more  insistent  on  having  his  own  organ- 
ization and  facilities.  After  two  months  of  the  toughest  work 
at  Memphis  with  the  loss  of  a  bargeload  of  traffic  (about  40  car- 
loads) which  was  toppled  over  in  a  heavy  gale  and  a  terrible 
current  the  accidental  drowning  of  Mr.  Kavanaugh,  our  manager, 
and  numerous  other  disappointments,  I  succeeded  m  getting 
transferred  to  Vicksburg. 

I  thought  the  people  at  Vicksburg  would  be  like  the  wide- 
awake people  of  Memphis.  I  was  sadly  disappointed  with  the 
reception  received  there  and  the  indifference  with  which  the 
barge  line  project  met.  One  month  of  Vicksburg,  and  I  was 
cured  of  the  Mississippi-Warrior  or  any  other  barge  line  project; 
but  I  realized  then  and  am  satisfied  that  it  will  prove  a  success. 
I  worked  under  a  tremendous  handicap.  Imagine  one  man  han- 
dling $97,000  in  twenty-one  days,  responsible  for  the  cargoes  of 
many  steel  barges,  without  a  desk  to  work  on  or  very  much  sta- 
tionery— just  a  condition  brought  about  by  inexperienced  man- 
agement and  lack  of  a  fixed  system.  We  were  all  green  as  grass 
in  the  business  from  the  top  to  the  bottom.  I  believe  I  knew 
as  much  as  any  of  the  others,  and  what  I  didn't  know  would  fill 
a  book.  Furthermore,  Mr.  Sanders  did  not  expect  such  a  show- 
down of  traffic.  Mr.  Brent  evidently  did  and  jumped  into  the 
game  with  all  the  energy  and  vim  that  was  in  him.  Unfortu- 
nately he  had  about  all  the  energy  and  vim  that  there  was,  and 
all  looked  to  him  to  lead  us.  No  blame  is  to  be  placed  on  any- 
one. It  was  a  great  experience  to  us  all.  We  had  plenty  of 
river  talent,  but  no  one  knew  anything  about  a  barge.  I  got 
all  the  experience  I  wanted  in  three  months  of  constant  work 
and  worry.  No  more  for  me.  So  I  climbed  back  in  the  railroad 
game. 

What  I  want  to  impress  on  the  readers  of  The  Traffic  World 
is  this:  Don't  laugh  at  the  barge  line.  That  concern  has  plenty 
of  brains  at  its  head — railroad  brains  at  that — and  thousands  of 
friends  behind  it,  and  in  time  will  smooth  out  all  the  wrinkles 
and  secure  ample  facilities.  It  is  here  to  stay  and  is  going  to 
become  a  mighty  factor  in  the  transportation  world.  Just  think 
of  one  barge  transporting  a  solid  trainload  of  cotton,  say,  one 
hundred  carloads,  from  Memphis  to  New  Orleans  in  considerable 
less  time  than  the  railroad  can  or  do  handle  it,  and  its  labor 
rolls  and  clerical  force  hardly  mentionable.  The  Memphis  force 
now  is  negligible — a  general  agent  and  his  clerk,  a  local  agent 
and  an  assistant.  The  Municipal  River  and  Rail  Company  em- 
ploys the  labor  at  about  half  what  the  railroads  had  to  pay. 
This  labor  is  hired  by  the  hour  and  paid  every  night.  The  dif- 
ference in  rates  between  the  water  and  rail  is  supposed  to  be 
20  per  cent  and  the  difference  in  cost  for  handling  about  75 
per  cent.  There  are  expenses  elsewhere  that  keep  the  barge 
line  down,  but  the  expense  at  Memphis  is  hardly  a  drop  in  the 
bucket — that  is,  the  agency  and  loading  and  unloading  expense. 

The  barge  line  is  not  a  myth,  nor  will  it  disappear  as  did 
the  old-time  wooden  steamboats  and  the  old-time  river  ways  and 
dealings.  The  barge  line  has  some  men  at  the  head  of  it  with 
brains  and  that  know  the  railroad  game.  It  has  more  traffic  in 
sight  now  than  it  can  handle,  and  a  towboat  can  handle  six 
barges  and  each  barge  handles  nearly  a  trainload  of  traffic. 

When  Slason  Thompson  reads  and  sees  a  little  more  of  the 
Mississippi-Warrior  service  he  will  realize  that  it  is  no  "Humpty 
Dumpty"  affair,  but  a  real  live  project,  with  live  men  at  the  head 
and  heels  of  it — but  me  for  the  railroads. 

J.  B.  Roberts, 
New  Orleans  Great  Northern  R.  R.  Co. 

New  Orleans,  La.,  May  21,  1921. 


PAYMENTS  TO  CARRIERS 

Partial  payment  certificates,  under  section  204  of  the  trans- 
portation act  for  reimbursement  of  deficits  incurred  during  fed- 
eral control,  have  been  issued  by  the  Commission  to  the  Texas 
State  Railroad  for  $16,000,  and  to  the  Fort  Smith,  Subiaco  & 
Rock  Island  for  $8,166.45.  The  Commission  also  found  that  the 
Texas  State  owes  the  government  $4,450,  and  the  Fort  Smith, 
$513.34,  on  account  of  traffic  balances  or  other  indebtedness. 

The  Commission  has  issued  a  partial  payment  certificate  to 
the  Lake  Charles  &  Northern  of  Louisiana  for  $21,000. 

The  Treasury  Department  has  announced  partial  payments 
as  follows:  Detroit  &  Mackinac,  $50,000;  Frankfort  &  Cincin- 
nati, $12,500;  Maryland  &  Pennsylvania,  $15,000.  It  also  an- 
nounced payments  under  section  204,  for  reimbursement  of  defi- 
cits, as  follows:  Cairo,  Truman  &  Southern,  $38,157.71;  Fort 
Smith,  Subiaco  &  Rock  Island,  $8,166.45,  and  the  Deering  South- 
western, $40,221.64. 

Repayments  on  loans  from  the  revolving  fund  were  an- 
nounced as  follows:  Ann  Arbor,  $20,000,  and  Waterloo,  Cedar 
Falls  &  Northern,  $60,000.  These  are  the  first  repayments  to 
have  been  announced  since  loans  were  made  from  the  revolving 
fund. 

The  Commission  has  issued  the  following  additional  partial 
payment  certificates:  Southern  Pacific,  $4,200,000;  Grand  Trunk 
Railway  Company  of  Canada,  as  lessee  of  the  Lewiston  &  Au- 
burn, $22,000;  Grand  Trunk  Western,  $1,000,000;  Rutland  Rail- 
road Company,  $225,000. 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

.Digests  taken  from  Reporter*  and  Digests   of  National   Reporter 

System,  published  by  West  Publishing  Co.,  St   Paul   Minn 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR   INJURY  TO  GOODS 

Carrier  Under  "Order"  Bill   Lading  Not  Required  to  Advise  Con- 

signee  of  Right  of  Inspection: 

(Circuit  Court  ol  Appeals,  Second  Circuit.)  Under  a  bill  of 
lading  I'or  a  carload  shipment  to  order  of  consignor  with  notice 
10  consignee  the  carrier  held  not  required  in  such  notice  to  ad- 
vise i  lie  consignee  of  a  right  of  inspection  given  by  the  bill  of 
la.liiu;  Director-General  of  Railroads  vs.  Lewis  E.  Sands  Co 
Inc.,  271  Fed.  Kept.  85. 

Liability  of  Carrier  to  Shipper  for  Loss  Governed  by  Uniform  Bill 
of  Lading: 

(District  Court,  S.  D.,  New  York.)  Where  a  railroad  carrier 
receives  an  interstate  shipment  without  issuing  any  bill  of  lading 
or  making  a  contract  with  the  shipper,  its  liability  is  governed 
l>.\  I  ho  terms  of  a  uniform  bill  of  lading  published  and  filed  with 
i  lie  Interstate  Commerce  Commission. — Lazarus  et  al  vs  New 
York  Cent.  R.  R.,  271  Fed.  Rept.  93. 

Period  of  Federal  Control  Excluded  in  Determining  Limitations: 
Transportation  act  Feb.  28,  1920,  p.  206f,  providing  that  "the 
period  of  federal  control  shall  not  be  computed  as  a  part  of  the 
periods  of  limitation  in  actions  against  carriers  *  *  *  for 
causes  of  action  arising  prior  to  federal  control,"  held  to  apply 
to  an  action  by  a  shipper  for  loss  of  goods,  where  the  limitation 
was  tixed,  not  by  contract  between  the  parties,  but  in  the  ab- 
sence of  such  contract  by  the  terms  of  the  uniform  bill  of  lading 
published  and  filed  by  the  carrier  with  its  schedules,  although 
i  he  period  of  limitation  had  expired  and  action  had  been  com- 
mmced  before  the  passage  of  the  act. — Ibid. 
Statute  Removing  Bar  of  Limitations  Constitutional: 

Transportation  act  Feb.  28,  1920,  p.  206f,  providing  that  "the 
period  of  federal  control  shall  not  be  computed  as  a  part  of  the 
periods  of  limitation  in  actions  against  carriers  *  *  *  for 
causes  of  action  arising  prior  to  federal  control,"  held  constitu- 
tional as  applied  to  a  cause  of  action  by  a  shipper  against  the 
carrier  as  to  which  the  period  of  limitation  had  expired  before 
passage  of  the  act,  where  such  limitation  was  not  fixed  by  con- 
tract, but  by  the  carrier  in  its  published  and  filed  schedules  as 
permitted  by  interstate  commerce  act,  p.  20,  as  amended  (Comp. 
St.,  p.  8604a).— Ibid. 
Measure  of  Damages  for  Conversion  by  Carrier: 

(Kansas  City  Court  of  Appeals,  Missouri.)  In  an  action 
;>  uainst  a  railroad  company  for  the  alleged  conversion  of  a  car 
of  lumber,  evidence  held  insufficient  to  sustain  a  judgment  for 
plaintiff  not  showing  the  value  of  the  lumber,  the  only  testimony 
being  as  to  its  value  if  it  was  of  certain  grade,  and,  it  appearing 
that  the  lumber  was  not  of  that  grade. — Buschow  Lumber  Co. 
vs.  Hines,  Director-General,  229  S.  W.  Rept.  451. 

Even  in  case  of  a  conversion  by  the  carrier  of  an  interstate 
shipment  of  lumber,  the  measure  of  damages  is  its  market  value 
at  the  time  and  place  of  conversion,  and  a  provision  limiting 
recovery  to  its  value  at  the  place  of  shipment  is  void,  since  it 
would  prevent  recovery  of  the  full  actual  loss  if  enforced. — Ibid. 
In  an  action  for  the  conversion  of  an  interstate  shipment 
of  lumber  bought,  not  against  the  initial  carrier,  but  for  a  con- 
version alleged  to  have  occurred  after  the  transportation  had 
been  completed  and  the  consignee  had  redelivered  the  lumber 
to  be  carried  on  another  contract,  the  state  rule  that  the  meas- 
ure of  damages  is  the  value  of  the  property  at  the  time  and 
place  of  conversion  was  properly  applied. — Ibid. 
Conversion  of  Interstate  Shipment  Governed  by  Federal  Deci- 
sions: 

In   an   action   for   conversion   of  an   interstate   shipment    of 
lumber  the  case  is  governed  by  the  federal  decisions. — Ibid. 
Delivery   Does  Not  Per  Se  Import  Acceptance: 

In  order  to  pass  title  there  must  be  an  acceptance,  and  de- 
livery does  not  per  se  import  acceptance. — Ibid. 
Consignee   May  Sue  for  Conversion: 

Conversion  cannot  be  maintained  where  plaintiff  has  neither 
the  property  nor  the  right  of  possession  to  the  chattels  alleged 
to  have  been  converted. — Ibid. 

•  Where  goods  have  been  delivered  to  a  carrier  to  be  trans- 
ported to  a  consignee,  the  latter  has  the  right  of  possession  of 
tin'  goods,  and  by  virtue  thereof  has  the  right  to  recover  them 
or  their  value  from  anyone  who  seizes  them  en  route  except  the 
true  owner. — Ibid. 

In  an  action  by  a  consignee  of  lumber  against    a    carrier 
alleged  to  have  converted  the  shipment,  the  carrier  cannot  de- 
the  action  by  showing  title  in  another  without  connecting 
itself  with  the   right   in  such  persons. — Ibid. 

In  an  action  by  the  consignee  of  lumber  for  conversion  by 
tin  carrier,  who,  when  the  lumber  was  redelivered,  disposed  of 


irronllriK  to  iln-  dif'iionH  of  lh«'  xlilpin-r,  where  the  con- 
Minnt-i-'H  Mile  tliil  not  <l<:uly  iippi-ar.  tint  ;i  max*  of  corn-Kpoii'l 
.in.  het  men  parties  tlnieto  wan  Hlrlcken  on  the  objection  of 
tin'  canler.  held  (hat,  ilioiiKli  jmU-ni'  nt  for  the  consignee  wan 
improper,  the  cause  Klioiild  be  remanded  Inalead  of  tieln; 
versed  without  remand  Ibid. 

Proof    of    Custom  at  to    Delivery  of  Trunk  Admissible   Without 
Allegation: 

(Court  of  Civil  Appeals  of  Texan,  Heaiitnont.)      In  an  action 
101   loss  of  a  trunk,  proof  of  custom  or  image,  an  lo  the  deli 
of  trunks,  that  it   was   customary   to   put    tln-m   outside   on    the 
platform,  was  admissible  as  an  evidentiary  fact  showing  deli 
even  in  absence  of  allegation  In  the  petition  an  to  such  custom. 
— Hlnes,  Agent,  vs.  Talbcrt.  229  S.  \V.   Kept.  679. 
Testimony   Insufficient  to   Sustain   Finding  as  to  Value  of  Con- 
tents of  Lost  Trunk: 

Testimony  of  plaintiff,  suing  for  loss  of  a  trunk,  which  wan 
very  indefinite,  being  only  to  the  value  of  the  articles  lost,  with- 
out giving  their  number,  she  giving  only  a  sufficient  number  of 
articles  of  the  values  presented  by  her  to  amount  to  $100,  wan 
insufficient  to  sustain  finding  In  her  favor  for  $202  as  the  value 
of  its  contents. — Ibid. 

DELAY  IN  TRANSPORTATION  OR  DELIVERY 
Where   Carrier   Disposed   of   Shipment   Damaged   by   Delay,   Rule 
of  Consignee's   Duty  to  Accept  Inapplicable: 
(Supreme  Court  of  Utah.)     Where  the  carrier,  at  the  ship- 

POSITIONS  WANTED  OR  OPEJT 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
ind  THE  TRAFFIC  WORLD  is  the  logical  medium  for  getting  the 
nen  and  the  position!  In  touch  with  each  other.  The  rates  for 
•lassltled  advertisements  ars  as  follows:  First  Insertion,  11.90  per 
Ine:  minimum  charge.  $3.00:  succeeding  Insertions,  per  line,  50c;  !• 
rords  to  the  line;  numbers  and  abbreviations  counted  as  words; 
!  point  type;  payable  In  advance.  Answers  to  keyed  advertisements 
'orwarded  free  and  all  correspondence  held  In  strict  confidence.  Th« 
fRAFFIC  WORLD,  418  South  Market  Street.  Chicago.  HI. 

WANTED— AN  ACTIVE  TRAFFIC  MANAGER  in  every  city  In 
I'nited  States  having  brond  acquaintance  In  local  transportation  cir- 
cles to  co-operate  with  us  in  Installing-  LOOSE-LEAF  TRAFFIC  LAW 
SERVICE.  Inquiries  furnished.  Write  in  confidence  for  particulars, 
stating  qualifications.  TRAFFIC  LAW  SERVICE  CORPORATION, 
S.  W.  corner  Adams  and  I^aSalle  streets,  Chicago,  111. 

WANTED — First  class  Traffic  Man  to  take  charge  traffic  depart- 
ment short  line,  class  two,  standard  gauge,  approximately  fifty  miles, 
Kiilroad,  general  offices  located  in  small  Southern  town.  He  must  be 
a  mature  man  of  executive  ability,  and  have  extensive  railroad  traffic 
experience;  thoroughly  up  to  date  in  all  lines  of  traffic,  and  tin-  suc- 
cessful handling  of  freight  claims;  must  be  of  good  habits,  energetic, 
loyal  and  faithful:  rapid  and  accurate  worker.  In  making  application 
please  furnish  references  regarding  ability,  character  and  integrity. 
TIic  location  is  desirable  in  the  matter  of  school  and  church  facilities, 
and  applicant,  if  accepted,  must  be  willing  to  reside  in  the  town  in 
which  position  is  located,  must  be  pleasantly  amenable,  though  not 
humble,  to  the  direction  of  a  superior.  Make  application  in  your  owh 
handwriting,  stating  fully  the  names  and  addresses  of  your  present 
employers,  including  your  present  occupation,  tbe  date  and  length  of 
si  i  vice,  the  scope  of  your  work  which  you  are  now  doing,  also  the 
nature  of  work  you  have  in  the  past  performed:  state  your  UK*-,  tin- 
size  of  your  family  if  married,  the  amount  of  salary  you  would  expect 
to  begin  with,  and  how  soon  you  could  report  for  duty  If  offi  r,-.l  tin 
place.  Do  not  answer  if  you  will  not  give  the  Information  nsk-'d  for 
in  first  letter,  which  will  be  treated  confidential.  Address  E.  K.  N. 
SG7,  Traffic  World,  Chicago. 

WANTED — By  a  Chicago  packing  house,  a  thoroughly  experienced 
Traffic  Man,  familiar  with  car  movements,  rates,  claims.  Interstate 
Commerce  decisions,  etc.  State  experience,  salary  expected  and  ref- 
erences. Address  U.  G.  G.  369.  Traffic  World.  Chicago. 

POSITION  WANTED— Traffic  executive  holding  Important  rail- 
way position  qualified  as  examiner  Interstate  Commerce  Commission 
seeks  wider  field.  Address  R.  E.  E.  301.  care  Traffic  World,  Chi- 
cago, 111. 

FOR  SALE — Forty-foot  flat  cat",  all  steel  construction,  fifty  tons 
capacity.  Adilrvss  K.  \V.  I.  365,  Traffic  World.  Chicago. 
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per's  request,  accepted  the  duty  of  disposing  of  a  shipment  of 
peaches  damaged  by  delay,  the  rule  of  the  consignee  s  duty  to 
accept  delivery  of  a  damaged  shipment  subject  to  his  claim  tor 
damages  was  inapplicable.— Wilson  vs.  Hines,  Director-General 
of  Railroads,  196  Pac.  Kept.  1007. 
Measure  of  Damages  to  Shipment  Injured  by  Delay: 

Where  plaintiff  shipper  had  sold  to  the  consignee  the  peaches 
shipped  at  the  place  of  shipment,  he  was  entitled  to  recover  as 
damages  for  delay  injuring  the  peaches  the  difference  between 
the  price  for  which  he  had  sold  the  peaches,  which  was  their 
market  value  at  the  place  of  shipment,  with  freight  loading 
and  war  tax  added,  and  their  market  value  in  their  damaged 
condition  at  destination  when  he  was  notified  of  their  non- 
acceptance  by  the  consignee.— Ibid. 
Extent  of  Damage  to  Delayed  Shipment  of  Peaches  for  Jury: 

In  action  against  carrier  for  damages  by  delay  in  shipment 
of  peaches,  the  extent  of  the  damages  held  for  the  jury— Ibid. 
CARRIAGE  OF  LIVE  STOCK 

Liability  of  Carrier  for  Care  of  Hog  While  in  Transit: 

(Court  of  Appeals  of  Alabama.)  A  court  will  not  be  put  in 
error  for  refusing  defendants'  request  for  the  general  charge 
directed  at  each  of  five  counts  where  there  is  evidence  tending 
to  prove  the  last  two.— American  Ry.  Express  Co.  vs.  Dunnaway 
&  Lambert,  88  Sou.  Kept.  60.  The  value  of  a  hog  expressed  to 
Alabama  from  an  adjoining  state  having  been  agreed  on  and  rate 
fixed  according  to  value,  act  Cong.  Aug.  9,  1916  (U.  S.  Comp. 
St..  pp.  8592,  8604a),  specifically  provides  that  a  special  contract 
may  be  made  releasing  the  carrier  from  any  common-law  duties 
or  restricting  the  valuation,  and  this  leaves  the  carrier  as  an 
insurer,  charged  in  a  suit  for  its  death  from  overheat  and  lack 
of  water,  with  the  burden  of  showing  that  it  properly  fed, 
watered  and  cared  for  the  hog  while  in  its  custody,  though  it 
was  in  transit  less  than  the  time  limit  fixed  by  the  federal  law 
at  which  penalty  is  fixed  for  failure  to  water. — Ibid. 
Liabiilty  of  Carrier  for  Rough  Handling  of  Cattle: 

(Supreme  Court  of  Montana.)  In  an  action  for  damages  for 
rough  handling  of  cattle,  evidence  as  to  ice  on  the  ground  in  a 
cattle  yard  was  admissible  as  bearing  on  the  charge  that  they 
were  driven  from  the  yards  into  the  cars  with  vicious  dogs,  it 
appearing  that  while  being  so  dogged  the  cattle  went  on  the  ice 
and  slipped  and  fell.— Rogness  vs.  Northern  Pac.  Ry.  Co.,  196 
Pac.  Rept.  989. 

When  a  bill  of  particulars  has  been  ordered  or  requested  and 
is  furnished  in  compliance  with  such  order  or  request,  the  party 
so  furnishing  it  is  limited  in  his  proof  to  the  matters  covered 
by  such  bill  of  particulars. — Ibid. 

It  is  within  the  power  of  the  court  in  the  exercise  of  a  sound 
discretion  to  order  bills  of  particulars  in  an  action  by  shipper 
of  cattle  against  a  carrier  charging  rough  handling,  slow  trans- 
portation, and  failure  to  furnish  reasonable  facilities  for  unload- 
ing, feeding,  watering  and  resting  the  cattle. — Ibid. 

Defendant  requesting  a  bill  of  particulars  is  not  entitled  to 
receive  a  bill  of  particulars  as  to  any  items  not  mentioned  in 
its  request,  and  the  bill  of  particulars  should  not  be  construed 
any  broader  than  the  request  therefor,  and  reference  in  the  bill 
of  particulars  to  items  not  included  within  the  request  are  purely 
voluntary  and  are  merely  surplusage  and  immaterial,  and  plain- 
tiff is  not  limited,  as  to  his  right  to  introduce  evidence,  by  his 
inclusion  of  particulars  as  to  such  items. — Ibid. 

In  an  action  against  a  carrier  for  damages  for  rough  han- 
dling, slowness  in  transportation  and  lack  of  feeding  and  rest 
facilities,  admission  of  evidence  as  to  matters  not  mentioned  in 
bill  of  particulars  held  not  reversible  error,  defendant  not  claim- 
ing any  surprise  nor  alleging  that  upon  a  new  trial  it  would  be 
in  a  better  position  to  meet  such  evidence,  in  view  of  Rev.  Codes, 
p.  6593.— Ibid. 

Where  station  agent  in  use  of  carbon  failed  to  place  it  over 
blank  for  signature  of  shipper  on  under  sheet,  so  that  when 
shipper  signed  the  original  contract  no  impression  was  made 
of  his  signature  upon  the  carbon  copy,  the  carbon  copy  did  not 
become  an  original  contract  as  is  usual  when  two  complete  and 
identical  instruments  are  made  at  the  same  time  by  the  use  of 
carbon  paper,  and  it  was  not  admissible  in  evidence  as  an  origi- 
nal writing  under  Rev.  -Codes,  p.  7941,  relating  to  best  and  sec- 
ondary evidence. — Ibid. 

In  an  action  for  damages  for  rough  handling  of  cattle  and 
slow  transportation,  court  properly  refused  to  instruct  that  "de- 
fendant is  not  liable  for  delays,  if  any,  unless  the  same  were 
due  to  its  negligence,  and  if  you  find  that  delays,  if  any,  were 
due  to  cold  weather  or  other  action  of  the  elements,  then  the 
defendant  is  not  liable  for  any  damage  to  said  stock  caused  by 
such  delays  as  you  may  find  were  due  solely  to  the  weather," 
where  no  evidence  was  introduced  showing  that  in  the  particular 
Instance  the  movement  of  the  train  was  delayed  by  reason  of 
weather  conditions,  and  witnesses  for  defendant  insisted  that 
the  time  consumed  in  the  transportation  was  the  usual  and 
ordinary  time  for  such  movement,  though  defendant  offered  ex- 
pert evidence  to  show  thai  in  extremely  cold  weather  consider- 
able difficulty  is  experienced  in  operating  trains.— Ibid. 

Complaint  cannot   be  made  of  the  refusal  of  a  requested 


instruction,  where  the  matters  contained  therein  were  fully  cov- 
ered by  given  instructions.— Ibid. 

No  alleged  errors  shall  be  considered  unless  contained  in 
the  specifications  of  error.— Ibid. 

A  general  specification  that  court  erred  in  denying  motion 
for  a  new  trial  is  of  no  avail  to  raise  any  matter  whatever  for 
review. — Ibid. 
Liability  of  Carrier  for  Negligence: 

(Supreme  Court  of  Idaho.)  Held,  that  plaintiffs  right  to 
recover  in  this  action,  taking  the  allegations  of  the  complaint 
altogether,  is  not  based  upon  alleged  oral  contract,  but  on  the 
alleged  carelessness  and  negligence  of  defendant  railroad  cor- 
poration in  performing  its  obligations  as  a  common  carrier.— 
Smith  vs.  Hines,  Director-General  of  Railroads,  196  Pac.  Rept. 
1032. 

The  judgment  of  the  lower  court  will  not  be  reversed  on 
account  of  error  in  the  admission  of  evidence,  where  such  error 
is  corrected  by  proper  admonitions  or  instructions  to  the  jury 
to  disregard  such  testimony,  and  it  does  not  appear  that  such 
admonitions  or  instructions  of  the  court  have  failed  of  their 
purpose. — Ibid. 

Instruction  in  regard  to  liability  of  common  carrier  in  pro- 
viding proper  facilities  for  unloading  of  live  stock  considered  and 
approved. — Ibid. 

A  common  carrier  is  required  to  deliver  goods  intrusted  to 
him  at  a  safe  place  accessible  to  the  consignee,  and  where  de- 
livery of  live  stock  is  to  be  made  from  a  car,  such  car  must  be 
placed  by  the  carrier  where  it  may  be  conveniently  unloaded 
by  the  consignee. — Ibid. 

In  an  action  for  damages,  where  there  is  substantial  evi- 
dence to  support  the  finding  of  the  jury  that  defendant  was  neg- 
ligent, such  finding  will  not  be  disturbed  by  the  appellate  court. 
—Ibid. 

Where,  in  an  action  against  a  carrier  for  damages  to  sheep 
before  delivery  to  consignee,  it  is  alleged  and  proved  that  the 
market  value  of  such  sheep  was  depreciated  by  reason  of  the 
fact  that  they  would  not  breed  on  account  of  the  injuries  sus- 
tained, and  that  this  element  of  damage  flowed  directly  from 
the  injuries  in  question,  the  jury,  under  proper  instructions  from 
the  court,  may  award  plaintiff  just  compensation  for  the  loss 
thereby  sustained. — Ibid. 
Shipment  Held  a  Foreign  Shipment: 

(Commission  of  Appeals  of  Texas,  Section  A.)  A  shipment 
of  cattle  originating  in  Mexico,  carried  to  El  Paso,  Tex.,  is  a 
foreign  shipment,  as  the  cattle  were  transported  through  a  port 
of  entry,  notwithstanding  the  shipment  was  carried  only  a  short 
distance  in  Texas.— Mexico  N.  W.  Ry.  Co.  vs.  Williams,  229 
S.  W.  Rept.  476. 
Prior  to  Cummins  Amendment  Interstate  Commerce  Act  Did  Not 

Apply  to  Foreign  Shipment: 

As  the  purpose  of  the  original  interstate  commerce  act  of 
1887  (U.  S.  Comp.  St.  8563,  et  seq.)  was  merely  to  regulate  com- 
merce between  the  several  states  and  compel  interstate  carriers 
to  make  their  charges  reasonable,  section  22  (U.  S.  Comp.  St., 
p.  8595),  preserving  the  existing  remedies  at  common  law  and 
as  prior  to  the  Carmack  amendment  of  1906  to  section  20  (U.  S. 
Comp.  St.,  p.  8604a,  8604aa),  prescribing  a  rule  of  liability  in 
case  of  interstate  shipments,  the  carrier's  liability  for  such  a 
shipment  was  either  that  of  the  general  common  law  or  that 
determined  by  the  public  policy  of  the  particular  state,  the 
commerce,  act  prior  to  the  Cummins  amendment,  1915  (U.  S. 
Comp.  St.,  pp.  8592,  8604a)  to  the  Carmack  amendment,  which 
extended  its  scope  to  foreign  shipments,  did  not  apply  to  a  ship- 
ment from  Mexico  to  Texas. — Ibid. 
Liability  of  Foreign  Carriers  in  Interstate  or  Foreign  Commerce 

May  Be   Regulated  by  the  States: 

In  the  absence  of  action  by  Congress,  the  subject-matter  of 
the  liability  of  common  carrier  for  loss   or 'injury   to  property 
transported  in  foreign   or  interstate  commerce  belongs   to  that 
class  of  regulations  which  the  state  may  control. — Ibid. 
Congress  Having  Regulated  Liability  of  Interstate  Carrier,  State 

Regulations  Are   Superseded: 

Congress  having  legislated  by  the  Carmack  amendment  (U. 
S.  Comp.  St.,  pp.  8604a,  8604aa)  on  the  liability  of  intersiair 
carriers,  state  laws  and  rules  in  so  far  as  applicable  to  interstate 
shipments  are  superseded. — Ibid. 

Before  Interstate  Commerce  Act  Was  Applicable  to  Foreign  Com- 
merce and  Where  Foreign  Law  Is  Not  Proved,  Court  Prop- 
erly Applied  Its  Own  Law: 

Where  a  shipment  from  Mexico  to  Texas   occurred   before 
the  Cummins  amendment  (U.  S.  Comp.  St.,  pp.  8592,  8604a),  so 
that  the  interstate  commerce  act   (U.   S.  Comp.   St.,  p.  8563,  et 
seq.)  was  not  applicable,  and  the  Mexican  law  was  not  proven, 
the  courts  of  Texas  properly  applied  their  own  laws. — Ibid. 
Before  Cummins  Amendment  Requirement  of  Shipping  Contract 
that  Claim  Must  Be  Made  on  Shipment  from  Mexico  Within 
Day  After  Delivery  Void: 

Where  a  shipment  of  live  stock  from  Mexico  to  Texas  oc- 
cured  before  the  Cummins  amendment  (U.  S.  Comp.  St.,  pp.  8592, 
8604a),  so  that  the  interstate  commerce  act  (U.  S.  Comp.  St..  p. 
8563,  et  seq.)  was  not  applicable,  a  stipulation  in  the  shipping 
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contia.'t   ri-(|iiiritm  notice  m   chiini   in  writing  within  a  rtny  aflor 
d.'lhrn   .>r  stock  and  hH'im-  Ui,.  same  should  be  withdrawn  frnm 
the  i>oiiii  of  destination  and  mixed  wilh  other  animals  IH  void - 
[bid. 

Duty  of  Carrier  to  Furnish  Suitable  Cars  Notwithstanding  Stipu- 
lation   Requiring   Shipper  to   Bed,   Inspect  and   Accept  Cart: 
It   is  the  duty  of  a  carrier  to  furnish  suitable  cars  in  which 
in  transport  a  shipment  of  rattle,  and  he  cannot  escape  liability 
tin    railiire   i,,  perform  that  duty,  because  the  shipping  contract 
reciuire.l   the  shipper  in   bed,  inspect   and  accept   the  cars. — Ibid. 


DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  cars  are  operated  daily   out   of  Dallas  to  Laredo  for 
Mexican  points.    Goods  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kinds 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rates  furnished 

upon  application.     Correspondence  solicited. 


Speed  Up— >> 

<— Shipments 

Ideal  Stencil  Machines  pro- 
vide the  most  speedy,  accu- 
rate and  legible  method  of 
marking  all  shipments — and 
insurance  against  delays. 

\Vrite  for  sample  stencils  and 
illustrated      booklet     "Safe- 
guarding Your  Shipments. "- 
Free. 

IDEAL  STENCIL  MACHINE 

COMPANY 

20  Ideal  Block 

Belleville,   Illinois,   U.  S.  A. 


Acquire  an  Expert  Knowledge  of 

TRAFFIC  MANAGEMENT 

Would  you  b«  ablo  to  «av«  mor»  money  In  •hlpptn«T—  to  r*ao 
Kr..at<ir  bcMflt^frnrn  the  InUrr.ut.  eoaiiMre.  rattafsT-te 

EE  -n.  i 


low  n«t  mofilhlr  uariMnt  plan. 

LASALLE  EXTENSION  UNIVERSITY 

Department  89S-T         CHICAGO,  ILLINOIS 

Tfi'  I  argtit  Rutmeu  Training  fnttituiion  in  M*  World 


HOUSTON,  TEXAS 

Binyoii-O'Keefe  Fireproof  Stg.  Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


Railroad  Accounting  Service 

Valuations- 
Cost   Statistics 

5ys ferns  for  Accounting  Offices 

A  corps  of  thoroughly  experienced  railroad  accountants 
and  analysts  are  available  for  the  preparation  of  Federal 
Control  and  Guaranty  Claims. 

THE   ROBERTS-PETTIJOHN-WOOD  CORPORATION 

Mills  Bldg.,  Washington,  D.  C.       Twenty  East  Jackson,  Chicago 

By  Appointment— Special  Accountants.  American  Short  Line  Railroad  Am 


R.  B.  YOUNQ,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Co, 

312-314-311  WILLIAMSON  STREET          P.  0.  Box  985 

General      Storage — Re-Consigning —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities— Custom  House 
Broker* — Track    Connections    with    all     Railroads    and    Steamship 
Docks— Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phone  No.  4883  SAVANNAH,     GA. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 


PORTLAND.      OREGON 

OREGON  TRANSFER  COMPANY 

Eatabllatod  In  1868 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

Ne  switching  chare*  on  carload  shipment*. 


SEATTLE  TRANSFER  CO. 


123  Jackson  St. 


Seattle,  Wash. 


Quick  Distribution  of  all  Pool  Cars 
100,000  sq.  ft.  of  warehouse  space 
Warehouse-men  and  forwarders. 


ROCHESTER,  NEW  YORK 

General  Storage       Forwarding       Carload  Distribution 

Excellent  facilities  for  reshlpplng  without  cartam.  Insuraa*-  rmu 
11  cents.  Members  of  American  Warehousemen^  Association  an* 
American  Chain  of  Warehouses. 

Write  for  particulars. 
B.    R.   A    P.   WAREHOUSE,    Inc.  KINO   AND    MAPLM    STC. 


EL  PASO, TEXAS 

GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.  Ft.  Floor  Spice  —  Fireproof  —  Bonded  —  $200,MO  Cspitsl 
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Who's  Who  in  Traffic 


By  A.  E.  Heiss 


An  apostle  of  the  pig,  a  drifter,  a  dreamer,  a  man  who  has 
carried  out  few  plans  he  made  for  himself,  a  stop-gap  in  the 
railroad  business,  and  the  leader  of  a  village  brass  band,  is 
what  former  President  Wilson  brought  into  public  service  when, 
on  May  6,  1920,  he  appointed  Mark  Winslow  Potter  to  be  an 
interstate  commerce  commissioner.  Inasmuch  as  President  Hard- 
ing re-appointed  him,  the  latter  is  also  responsible  in  part 

Harsh  words  of  description  to  put 
on  a  man?  Possibly.  However, 
probably  Potter  would  say  them  him- 
self were  he  given  to  self  descrip- 
tion. They  are  neither  words  of 
provocation  nor  of  limitation.  Being 
a  lawyer,  something  of  a  telegrapher, 
a  railroad  president,  and  a  coal  mine 
operator,  the  list  of  things  he  is  or 
was,  might  be  lengthened.  Writer 
about  the  pig  and  other  topics  relat- 
ing to  the  food  supply,  the  Players 
of  New  York  or  Authors  of  London 
might  welcome  him  without  violence 
to  their  tenets. 

This  is  not  to  suggest,  even  re- 
motely, that  Potter  is  a  universal 
genius.  The  desire  is  merely  to  con- 
vey the  thought  that  he  is  one  of 
those  men  who  take  up  more  or  less 
disagreeable  tasks  of  pulling  some- 
thing out  of  the  mythical  hole  into 
which  enterprises  fall,  more  often 
than  is  good  for  the  bank  accounts 
of  investors. 

In  a  way  of  speaking,  he  has  been 
the  first  aid  corps  for  businesses  that 
have  bogged  or  threatened  to  do  so. 
That  is  why  so  few  of  his  plans  for 
himself  have  been  carried  out,  why 
he  has  drifted  and  done  things  need- 
ing to  be  done,  instead  of  doing  the 
things  he  thought  he  would  rather 
do.  Success  in  devising  plans  for 
helping  out  of  trouble  has  deprived 
him  of  opportunity  to  spend  more 
than  thirty  days,  in  as  many  years 
in  court  rooms.  For  the  same  reason 
he  has  never  been  as  much  of  a 
farmer  as  he  desired. 

This    is    really    a    tale    of    disap- 
pointed   ambitions,    of    plans    gone 
agley,  not  in  a  financial  sense,  but 
agley  nevertheless.     So  much  of  his 
time  has  been  devoted  to  the  busi- 
ness of  financiers  in  New  York  that 
he  has  lost  his  chance  to  become  a 
trial     lawyer.       However,     between 
ies,   he   has    had    some    days    in 
which  to  acquire  the  old  home  farm 
Charleemont,   Mass.,   the   orchard 
f  which  contains  about  8,000  apple 
trees,  and  a  pig  farm  near  Belhaven, 
There  he  is  carrying  out  his 
theory   that   the   pig   is   the   world's 
it  meat  food  animal  and  the  best 
rop  of  the  farmer  who  devotes  him- 
to    a    specialty.     There    he    is 
iemonstrating   that   the    10,000   acre 
:  farm  is  the  economical  unit  for 
that  kind  Of  effort.     That  pig  farm 
£  nnnrt   of   a   tract    of   low    land    of 
47,000  acres  on  which  the  Potter  idea 
is  being  carried  out. 

T,hat,iand    is   Iow   and    when    the 


the  packers  in  slaughtering  the  hog  is  a  good  one  to  apply  to 
his  preparation  for  the  packer,  with  no  backward  movement  i 
his  routine. 

In  the  management  of  the  Carolina,  Clinchfield  &  Ohio  Mr 
Potter  came  into  contact  with  established  notions  and  conse- 
quently, friction.  The  newcomer  in  the  railroad  neighborhood 
of  that  part  of  the  South  bad  to  fight  its  way  just  as  the  new 

boy  in  the  school  must  show  his 
right  to  be  there,  to  be  taken  into 
the  community,  and  to  get  what  is 
coming  to  him.  In  a  circumstance 
of  that  kind  the  new  Commissioner 
learned  of  the  problems  with  which 
he  is  now  dealing  in  a  regulative 
way. 

Mr.  Potter  was  born  in  Kaneville, 
111.,  near  Aurora,  January  9,  1866, 
the  son  of  a  country  doctor  (like 
President  Harding)  and  the  first  of 
the  Winslows,  of  Massachusetts,  one 
of  whom  is  now  chairman  of  the 
House  committee  on  interstate  and 
foreign  commerce,  to  be  born  outside 
of  New  England.  His  mother  was  a 
Winslow,  of  Massachusetts,  whose 
ancestors  came  in  the  Mayflower. 
The  Potters  came  in  1639.  His  first 
twenty  years  were  like  those  of  many 
another  country  boy,  dreaming  to  be- 
come a  railway  mail  clerk  or  a  naval 
officer.  He  was  a  school  teacher  and, 
by  association  with  the  telegraph 
operator,  he  learned  the  Morse  code. 
How  he  became  the  leader  of  the 
village  brass  band  is  one  of  the 
mysteries,  but  he  was. 

In  1886  he  went  to  New  York  to 
study  law,  desire  for  the  law  having 
displaced  other  desires.  He  entered 
the  law  office  of  Hornblower  &  Byrne. 
In  that  office,  as  student,  clerk,  or 
partner  he  remained  until  he  re- 
signed when  he  became  commis- 
sioner, the  firm  at  that  time 
being  Hornblower,  Miller,  Garrison 
&  Potter. 

Potter  showed  a  talent  for  ques- 
tions arising  in  connection  with 
financing  operations.  When  things 
were  not  going  well  with  the  coal  and 
railroad  enterprises  of  the  Cumber- 
land Corporation,  Potter  was  put  in 
as  president  "until  we  can  find  some- 
body," they  told  him.  They  told  him 
the  same  thing  when  they  made  him 
president  of  the  Carolina  Clinchfield 
&  Ohio,  a  dozen  or  so  years  ago.  They 
never  named  the  successor,  so  he 
stuck. 

He  was  neither  railroader  nor  coal 
mine   operator    when   he   took    these 
offices.     But  he  was  both   before   he 
resigned  to  become  a  commissioner, 
first   at    the   invitation   of   President 
Wilson   and   then   that 'of   President 
Harding,     which    is    "some    compli- 
ment,"  it   is    believed,    seeing    that 
those  men  never  have  agreed  on  any 
other   easily    recalled   act   or   policy. 
Mr.    Potter    is    a    Democrat — except, 
probably,   when   his   party   yields   to 
the  advice  of  the  leather-lunged,  lim- 
r-jawed  men  who  are  the  afflictions  of  all   parties-at   ,imes. 
olosp  tn    ?    ;    *°V  dered'    roun<i-headed    fighting   man    is    Potter, 
the  temvflpX,   'nVf'1',^611  muscled'  ^y-^'ed,  a  little  gray  about 
n  hi«™i     t'  i  ^  l?okmS  younger  than  the  books  say  he  is.     As 
agree   ^?h   v,'-  **W  C°nSider  that  the  has  "ot  hesitated  to  dis- 
ffrthPr    th  ,er  colleaS"ps  when  they  have  seemed   to  go 

when™  P™"  tregfulatlon    and    enter    that    field    of    management 
whence  competent  management  will  flee  when  government  steps 
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EXPORTERS  AND  IMPORTERS 

When  routing  your  import  or  export  shipments  do  not  overlook  the  advantageous  features  in  rail  and  ocean  rates  and  ship- 
side  rail  and  water  connections  without  lighterage  and  excessive  handling  charges  by  shipping  through  GALVESTON. 

A  fully  equipped  and  efficient  organization  is  at  your  disposal  giving  you  full  representation  at  the  port  in  looking  after  the 
prompt  and  proper  deliveries  to  and  from  steamers — inspecting  and  sampling  where  necessary  and  making  report!  as  to  the  move- 
ment and  condition  of  shipments  when  arriving  IMPORT  or  when  leaving  —EXPORT.  A  service  guaranteeing  prompt  forwarding. 

Our  employees  personally  see  your  shipment  and  direct  its  movement  through  the  port 
terminals  and  Rail  yards. 

THE  STONE  FORWARDING  CORPORATION 

OCEAN  FREIGHT  BROKERS  FORWARDING^AGENTS  LICENSED  CUSTOMS  BROKERS 

Ocean  space  booked  on  regular  lines  to: 

Liverpool,  Manchester,  Glasgow,  Belfast,  Dublin,  London,  Hull,  Antwerp,  Ghent,  Rotterdam, 
Amsterdam,  Hamburg,  Bremen,  Gothenburg,  Christiania,  Copenhagen,  Havre,  Dunkirk,  Bor- 
deaux, Barcelona,  Marseilles,  Genoa,  Venice,  Mestre,  Trieste,  Fiume,  Salonika,  Piraeus,  Smyrna, 
Beirut,  Japan,  China,  Tampico,  Veracruz,  Rio,  Santos,  Buenos  Aires,  and  other  ports  when  cargo 
offers. 

ON  EXPORT  SHIPMENTS  send  us  your  Rail  B/L      I  w  ... 

ON  IMPORT  SHIPMENTS  send  us  your  Ocean  B/L  f  1 

WHEN  MAKING  PURCHASES  IN  FOREIGN  MARKETS  specify  routing  via  Galveston 
in  our  care  and  relieve  your  mind  of  further  worry. 

R  f  (  Hatchings,  Scaly  &  Co..  Bankers,  Galveston,  Texas  Texas  Bank  &  Trust  Co.,  Galveston,  Texas 

(  City  National  Bank,  Galveston,  Texas  Or  any  other  Galveston  Bank— Bradatreet's  or  Dun's 

GALVESTON,  TEXAS 


STORAGE  WAREHOUSES 

(At  Ship-side) 
Largest  Concrete  DOUBLE  DECKED  Warehouse  in  the  South 

(470,565  Square  Feet  Floor  Space)  Trackage  for  140  Cars 

Modern  facilities  for  handling  all  kinds  of  commodities. 
Electric  stacking  and  hoisting  equipment.  Gasoline 
and  Electric  Tractors  and  Trailers.  Lumber  and  To- 
bacco Dollies.  Motor  Truck  Transportation. 

Galveston  is  the  logical  point  from  which  to  distribute  your 
product  throughout  TEXAS,  OKLAHOMA,  CALIFORNIA, 
ARKANSAS  and  MEXICO.  Try  carrying  a  stock  with  us. 

STORAGE     DISTRIBUTION     FORWARDING 

Write 

COTTON    CONCENTRATION   COMPANY,  INC. 

GALVESTON,  TEXAS 
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other  name  of  which  is  government;   also  consider  that 

one  of  the  first,  if  not  the  first,  to  put  a  chemist  on  the  staff 

fa  railroad  president,  thereby  giving  recognition  to  the  fact 
™ well-managed   railroad   seeks  to   develop  the  country   in 
which  it  operates,  and  full  development  cannot  come  unless  tl 
value  of  all  raw  materials  in  it  has  been  catalogued. 

Of  political  ambitions  Potter  has  had  few.  The  commis- 
sionershii.  he  1ms  is  one.  The  interstate  commerce  commissioner- 
ship  deals  more  with  the  future  than  with  the  past  The  bench 
never  beckoned  to  him  because  it  deals  only  with  the  past.  As 

o  his  belief  about  government,  it  is  easy  to  believe  that  he  sub- 
scribes heartily  to  the  proposition  that  government  is  a  neces- 
sary evil  and  that  that  government  is  best  which  governs  least. 
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icipate  in  the  profits  accruing 


HENRY  FORD'S  LEASE  DISCUSSED 

The  Traffic  World   Washington  Bureau 

A  formal  discussion  was  to  have  taken  place  before  division 
4  of  the  Commission  May  27  on  the  application  of  the  Detroit 
&  Ironton  Railroad  Company.  Henry  Ford's  railroad  company, 
for  the  Commission's  approval  of  a  lease  of  the  property  of  the 
Detroit  Toledo  &  Ironton,  98  per  cent  of  the  stock  of  which  is 
owned  by  Ford,  to  the  Detroit  &  Ironton.  Alfred  Lucking,  attor- 
ney for  Ford,  submitted  the  matter  on  brief  and  was  not  present. 
Alexander  L.  Strouse  of  New  York,  attorney  for  the  minority 
stockholders,  however,  was  present  to  object  on  the  ground  that 
the  lease  was  not  just  and  reasonable  or  necessary  or  desirable 
in  the  public  interest. 

Owing  to  the  absence  of  Lucking,  .the  formal  argument  was 
converted  into  a  conference  in  which  Commissioners  Meyer, 
Daniels,  Eastman  and  Potter,  Strouse  and  Examiner  Clark,  who 
heard  the  testimony,  took  part.  The  discussion  took  a  wide 
range  because  paragraphs  18  of  section  one  and  2  of  section  five 
of  the  interstate  commerce  law  seem  to  cover  the  application, 
while  the  conference  ruling  of  the  Commission,  discussed  in  con- 
nection with  the  application  of  the  New  York  Central  to  acquire 
the  packer  railroad  in  Chicago,  seemed  to  put  the  question  of  a 
lease  of  the  kind  proposed  outside  the  jurisdiction  of  the  Com- 
mission. 

One  of  the  questions  was  as  to  whether  the  Commission,  in 
view  of  that  ruling,  could  take  jurisdiction  without  first  rescind- 
ing it.  Another  was  as  to  whether  Ford  should  have  applied 
under  the  first  or  fifth  section.  The  first  section  specifically 
covers  new  construction,  while  the  fifth  seems  to  cover  exten- 
sions by  means  of  lease  entered  into  between  companies  that  are 
not  so  closely  allied  or  controlled  as  the  Detroit  &  Ironton  and 
the  Detroit,  Toledo  &  Ironton. 

Under  the  terms  of  the  lease  the  Detroit  &  Ironton,  which 
will  parallel  the  Pere  Marquette  and  Michigan  Central  when  it 
has  been  constructed  under  the  certificate  of  convenience  and 
necessity  recently  issued  by  the  Commission,  will  operate  the 
older  road,  and,  for  a  period  of  seventy-five  years,  take  all  the 
net  it  may  earn.  Strouse  said  that  would  not  be  fair  to  the 
minority  stockholders  represented  by  him,  nor  of  any  conven- 
ience to  the  public,  because  Ford,  having  bought  the  Detroit, 
Toledo  &  Ironton,  presumably  would  try  to  make  good  on  his 
investment  of  eight  or  ten  millions  in  that  property,  regardless 
of  whether  the  lease  was  or  was  not  made. 

Mr.  Strouse  made  the  point  that,  under  the  lease,  Mr.  Ford 
would  be  under  no  legal  obligation  to  spend  money  for  the  re- 
habiltation  of  the  Detroit,  Toledo  &  Ironton,  in  return  for  the 
taking  of  all  the  net  income  that  the  property  might  have  in  the 
next  seventy-five  years.  He  said  that  while  it  was  true  Mr.  Ford 
had  expressed  a  determination  to  put  money  into  the  D.  T.  &  I. 
and  make  it  a  real  railroad,  the  expression  was  not  in  such  form 
as  to  bind  him  to  do  anything;  yet  the  lease  would  give  him  all 
the  net  income. 

Examiner  Clark  was  asked  as  to  whether  the  record  showed 
any  public  interest  in  the  question  of  a  lease.  He  said  he  could 
not  Say  that  it  did;  that  is  to  say,  the  lease  would  not  assure 
any  better  service  on  the  D.  T.  &  I.  than  if  it  were  not  made. 
It  was  assumed  that  Mr.  Ford's  interest  in  the  road  would  con- 
strain him  to  make  it  a  profitable  venture  even  if  the  Commis- 
sion had  not  the  power  to  approve  or  disapprove  the  lease,  or 
whether,  having  the  power,  it  disapproved  it.  Another  thought 
expressed  was  that,  even  if  the  Commission  approved  the  lease 
on  the  theory  that  there  was  a  public  interest  in  it  that  would 
be  subserved  by  approval,  such  approval  could  not  deprive  the 
courts  of  power  to  consider  the  interests  of  the  holders  of  stock 
who  had  elected  to  stand  pat  and  not  sell  to  Mr.  Ford  when  he 
acquired  the  stock  of  the  other  ninety-eight  per  cent,  because 
adjudicating  the  rights  of  the  majority  and  minority  stockholders 
was  a  judicial  question  with  which  the  Commission  could  not 
deal.  A  dispute  between  stockholders  is  not  generally  regarded 
as  a  matter  in  which  the  public  has  or  can  obtain  an  interest 
in  a  state  of  facts  such  as  is  said  to  exist  in  this  case. 

Mr.  Strouse  strongly  opposed  favorable  action  on  the  ground 
that  it  might  tend  to  prejudice  the  interests  of  the  stockholders, 
who,  In  the  event  of  approval  of  the  lease  by  the  Commission, 
would  have  to  go  to  court,  h*  their  interests  so  dictated,  for  the 


TEAGLE  DECLINES  CHAIRMANSHIP 

The  Traffic   World   Washington  Bureau 

In  statement  issued  at  the  White  House  late  June  2,  Walter 
C  Teagle,  president  of  the  Standard  Oil  Company  of  New  Jersey, 
annoulced  he  could  not  accept  the  chairmanship  ot  the  Shipping 
Board  because  the  world  oil  situation  required  his  staying  with 
his  company.  He  said  the  situation  had  been  presented  to  the 
President  and  that  he  accepted  the  view  that,  under  the  cir- 
cumstances, he  (Teagle)  was  not  available  for  the  chairmans 
This  action  on  part  of  Teagle,  it  is  expected,  will  upset  the 
President's  plan  to  announce  the  new  Shipping  Board  within 
the  next  few  days.  Teagle's  statement  confirmed  indirectly  t 
report  that  he  had  been  offered  the  chairmanship  by  the  Presi 


A  recommendation  by  Charles  Schwab  that  Charles  R.  Piez 
of  Chicago,  be  made  chairman  of  the  board,  led  to  the  belief  that 
Mr  Piez  might  be  selected  as  chairman.  Mr.  Schwab  held 
conference  with  the  President  on  Shipping  Board  matters,  and 
afterward  said  he  had  urged  the  appointment  of  Mr.  Piez  whc 
was  formerly  identified  with  Mr.  Schwab  in  the  Emergency  Fleet 
Corporation. 

WAGES  OF  MARINE  WORKERS 

The   Traffic   World   ll'ashington  Bureau 

With  the  private  steamship  owners  not  ready  to  enter  into 
agreements  with  the  marine  unions,  the  situation  respecting  t 
marine  strike  situation  continued  this  week  practically  on  i 
same  basis  as  for  the  last  few  weeks.     The  Shipping  Board  has 
not  yet  signed  an  agreement  with  the  marine  engineers,  due  t 
the  fact  that  the  private  steamship  owners  have  not  agreed  1 
the  terms  of  settlement  which  apparently  are  satisfactory  to  tl 
board  and   the  majority  of  the   marine   engineers.     The   board 
desires   to   effect   a   settlement   which   will    include   the   private 
owners. 

COAL   PRODUCTION   REPORT 

The  Traffic   World   Washington  Bureau 

Production  of  soft  coal  dropped  back   slightly   in  the  week 
ended  May  21,  the  total  output  being  estimated  at  7,95 1, 00 
tons   a  decrease  of  46,000  tons  when  compared  with  the  preceding 
week,  according  to  the  weekly  report  of  the  Geological  Survey, 
Department  of  the  Interior. 

"The  precise  cause  of  the  decline,"  the  Survey  said,  is  not 
yet  clear.  From  the  following  statement  of  cars  loaded  daily, 
however  it  will  be  seen  that  the  decrease  occurred  on  Monday 
and  Tuesday.  Loadings  on  the  last  four  days  of  the  week  com 
pared  favorably  with  other  recent  weeks-  May  16,  24,381;  May 
17,  26,922;  May  18,  27,075;  May  19,  26,252;  May  20,  26,579;  May 
21,  19,278. 

"Preliminary  reports  of  loadings  on  Monday  and   Tuesday  o 
the  week  (May  23-28)  indicates  a  resumption  of  the  upward  trend 
of  production."   The  total  for  the  two  days— 53,597  cars— exceeded 
by  1,294  cars  the  first  two  days  of  the  week  of  May  14,  when 
more  than  8,000,000  tons  were  .produced. 

"A  general  improvement 'markf-d  the  all-rail  movement 
New  England  during  the  week  ended  May  21.  Reports  from  the 
Massachusetts  Fuel  Administration  and  the  American  Railway 
Association  show  that  3,461  cars  of  anthracite  and  3,088  cars  of 
bituminous  coal  were  forwarded  through  the  r;iil  gateways  over 
the  Hudson.  This  was  an  increase  over  the  preceding  week  of 
163  cars  and  388  cars,  respectively.  Anthracite  shipments  were 
well  in  excess  of  those  in  the  corresponding  week  of  1920,  but 
bituminous  shipments  were  less  by  1,297  cars. 

"Exports  of  bituminous  coal  from  Hampton  Roads  continued 
to  increase  during  the  week  ended  May  21.  A  total  of  4 
net  tons  was  dumped  for  foreign  account,  consisting  of  309,635 
tons  of  cargo  coal  and  92,399  tons  of  foreign  bunker.  The  total 
was  an  increase  of  nearly  11  per  cent  over  the  preceding  week. 
Dumpings  for  foreign  account  were  thus  at  a  rate  exceeding  that 
in  September,  1920,  and  approaching  the  high-water  mark  set 
in  October  of  that  year. 

"The  movement  of  soft  coal  from  the  lower  lake  ports  in- 
creased during  the  week  ended  May  22.  Reports  from  tlu  Ore 
and  Coal  Exchange  show  that  a  total  of  947,319  net  tons  was 
dumped  into  vessels,  of  which  918,384  tons  were  cargo  coal  and 
28,925  tons  vessel  fuel.  This  was  an  increase  over  the  week  pre- 
ceding of  172,427  tons,  and  was  nearly  three  times  as  great  as 
during  the  corresponding  week  in  1920. 

"The  total  loaded  during  the  season  to  May  22  stands  at  3,- 
639,988  tons,  which  is  well  in  excess  of  any  of  the  past  three 
years,  except  1919." 

ST.   LOUIS  TERMINAL  ASSOCIATION    BONDS 

The  Terminal  Railroad  Association  of  St.  Louis  has  applied 
for  authority  to  issue  $719,000  of  its  general  mortgage  four  per 
cent  bonds  to  reimburse  the  treasury  for  expenditures  made  last 
year  and  to  be  sold  to  the  Central  Union  Trust  Company  on  a  six 
per  cent  basis. 


.Inn,    I,   1921 
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HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographer!,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION   WHEN    NEXT   IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whltafield  Sammis 


Phon.  Main  2210 


417  SOUTHERN  BUILDING 


NOSA  LINE 


Monthly  Sailings  to  Principal  Ports 

West  Coast,  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominician  and  Cuban  South  Side  Ports 

For  particulars  apply 

604-1*  Queen  &  Crescent  Bldg.,  New  Orleans,  La. 

New  York  Office:  10  Hanover  St.       Chicago  Office:  648  Marquette  Bldg. 
Cable  Address:  "Orleanship" 


New  Orleans   & 
South   American  S.S.Co. 

INCORPORATED 


Inc. 


Camphuis  &  Company, 

Forwarding  Agents 

LAREDO  TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization  on  the  Mexican    Border 


PACKAGE  CARS  to  MEXICO  CITY 


AND 


OTHER  POINTS  IN  REPUBLIC  OF  MEXICOJ 


Traffic  Congestion  Partially  Relieved 


During  first  eighteen  days  of  May  we  cleared 
through  Mexican  Custom  House  and  refor- 
warded  from  Nuevo  Laredo 

47  CARLOADS 

AND 

360,000  Lbs.  Less  Than  Carload  Shipments 


Write  us  for  full  particulars  and  request  a  copy 
of  our  shipping  instruction* 


OFFICES 

Laredo,  Texas  El  Paso,  Texas  Eagle  Paas,  Texas 

Nuevo  Laredo,  Tamps.,  Mexico          Juarez,  Chih.,  Mexico 
Piedras  Negras,  Coah.,  Mexico  Mexico  City 


RUSH  ORDERS 

are  a  specialty  with  us.  We  are 
familiar  with  the  word  "Hurry" 
and  can  give  you  prompt  de- 
livery on  your  next  order  for 

SHIPPING  TAGS 

Campbell  Tags  possess  unusual  strength  and  real 
advertising  value.     Let  us  send  samples. 

CAMPBELL   PAPER  BOX  CO. 

South  Bend,  Indiana 
Folding  Boxes  Caskets  Shipping  Tags 


WOOD  BOXES 

Are  the  Safest  Containers 

We  Manufacture  Only 
Quality  Containers  for 
Domestic  and  Export 

Ship  men  ts 

Box  Shocks — 4-Ones — Any  Size  or  Style 

DAVID  M.  LEA  &  CO.,  Inc. 

RICHMOND,  VA. 


Be  a  Certified 
Traffic  Manager 

Learn  By  This 

New  Quick  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Get  Into  this  new  big  pay  field  now  I  The  traffic  director  of  •  Detroit 
concern  earn*  $19,600  a  year — a  Cleveland  traffic  man  receive*  $24,000. 
Of  course  every  man  cannot  equal  these  brilliant  successes,  but  number- 
lew  traffic  position*  pay  from  $2,500  to  $10,000  a  year.  Th«  work  to 
fascinating  and  intensely  interesting  and  the  rewards  are  big.  Thou- 
sands of  men  are  needed  now.  Why  don't  700  Qualify  for  MM  of  the** 
big  pay  jobs  T 

Learn  in  Spare  Time 

Tou  can  quickly  master  the  secrets  of  traffic  management  through 
our  simple  method  of  spare  time  study.  The  American  Commerce  Asso- 
ciation staff  of  experts  can  qualify  you  for  a  good  traffic  job  in  an 
amazingly  short  time.  You  don't  need  to  take  a  moment'*  time  from 
your  present  work — and  after  you  have  qualified  we  aaslet  yon  to  secure 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  send  you  this  free  Illustrated  book  ••  traffic  management  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundreds  of  suc- 
cessful members  and  what  they  say  of  the  A.  C.  A.  Learn  how  we  can 
help  yon  to  a  lasting  success  and  a  position  of  practice  and  importance. 
Don't  delay  1  Send  us  a  postal  today  I  Addreas 

AMERICAN  COMMERCE  ASSOCIATION 

Dept.  26-A  4043  Drexel  Blvd.,  Chicago,   111. 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law.  who  is  a  member  of  pur  legal  department, 
will  live  hi*  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
' '-I  Corporation,  Colorado  Building,  Washington,  D.  C. 


Damages — Deduction  of  Cash   Discount 

Utah. — Question:  Referring  to  answer  to  "Alabama"  in  your 
January  15  issue,  page  142,  relative  to  deduction  of  cash  discount 
specified  on  producer's  invoice  when  making  settlement  of  loss 
and  damage  claims. 

In  commenting  on  the  decision  handed  down  in  the  McCaull- 
Dinsmore  case  you  made  the  statement  that  the  carrier  is  not 
justified  in  deducting  the  cash  discount.  We  have  a  claim  pend- 
ing on  which  carrier  has  deducted  the  2  per  cent  discount  ac- 
cording to  the  terms  of  our  invoice  providing  payment  is  made 
within  ten  days. 

Upon  referring  railroad  to  the  article  mentioned  above,  they 
stand  firm  in  their  attitude  of  deduction,  quoting  from  the 
Cummins  amendment,  "Any  such  common  carrier,  railroad  or 
transportation  company  ....  shall  be  liable  to  the  lawful 
holder  of  said  receipt  or  bill  of  lading  and  any  party  entitled  to 
recover  thereon,  whether  such  receipt  or  bill  of  lading  has  been 
Issued  or  not,  for  the  full  actual  loss,  damage  or  injury  to  such 
property  caused  by  it  or  by  any  such  common  carrier."  We 
maintain  the  position  that  there  are  exceptions  to  the  straight 
meaning  as  laid  down  in  the  above  quotation  and  have  called 
to  their  attention  the  fact  that  in  a  case  such  as  ours  this  2  per 
cent  discount  is  merely  an  inducement  for  prompt  payment  by 
our  customers  and  does  not  affect  the  actual  value  of  our  prod- 
uct. We  would  like  to  have  your  further  opinion  on  this  matter 
as  to  whether  in  your  judgment  we  are  justified  in  insisting  on 
an  additional  payment  from  the  carrier  to  cover  this  deduction. 

Answer:  This  subject  was  discussed  quite  fully  in  our  an- 
swers to  "New  York"  on  page  241  of  the  Jan.  29,  1921,  Traffic 
World  and  to  "Massachusetts"  on  page  613  of  the  March  19,  1921, 
Traffic  World,  and,  as  we  stated  therein,  our  view  is,  although 
we  cannot  support  it  by  citations  to  decisions  of  the  courts,  that 
the  cash  discount  may  not  properly  be  deducted  by  the  carrier, 
or,  at  any  rate,  unless  the  condition  under  which  it  is  made 
is  fulfilled.  Certainly  the  quotation  given  above  from  the  Cum- 
mins amendment  does  not  support  the  carrier's  position  under 
those  circumstances. 

Special  Service 

Iowa. — Question:  We  have  entered  claim  with  certain  car- 
riers for  overcharge  on  bedding  of  cars  of  live  stock  at  Kansas 
City  and  South  Omaha  on  which  we  were  charged  $1.50  per  car, 
and  which,  according  to  circular  l-O,  should  be  but  $1  per  car. 
Two  of  the  carriers  paid  our  claims,  the  third  one  came  back 
at  us,  stating  that  August  26  this  charge  was  increased  35  per 
cent,  making  the  correct  charge  to  be  assessed  at  this  time  $1.50, 
which  amount  we  believe  is  wrong,  as  we  find  nothing  covering 
this  subject. 

Answer:  There  is  no  authority  for  applying  the  35  per  cent 
Increase  to  the  charge  for  bedding  of  live  stock  cars,  published 
In  Western  Freight  Tariff  Bureau  Circular  No.  l-O,  E.  B.  Boyd's 
I.  C.  C.  No.  A-1091,  as  the  only  charges  for  special  service  which 
were  increased  are  those  listed  on  page  242  of  the  Commission's 
opinion  in  Ex  Parte  74. 

Claims  for   Reparation  Occurring  During   Period  of  Federal  Con- 
trol— Time  Within  Which  to  File 

Kansas.— Question:    In  your  issue  of  The  Traffic  World  of 

March   26,  1921,  page  658,  you  have  a  tentative  report  of  the 

Commission  relative  to  two-line  rates  charged  and  collected  by 

Louis-San  Francisco  and  Sapulpa  &  Oil  Fields  Railway 

between  points  in  Oklahoma  in  the  period  from  January  1    1918 

to  November  29.     I  wish   to  say  that  we   are  seeking  a  little 

iformatlon.     The  period  during  which  these  two-line  rates  were 

ollected  as  given  above  was  the  time  during  federal  control 

tentative  report,  if  same  is  adopted  by  the  Commission 

11  provide  for  the  return  of  the  overcharges  collected  from 

tippers  account  of  the  two-line  haul  during  the  time  stated 

?i?°Vn  .,WIU  this  conflict  with  the  ruling  of  the  comptroller  of 

Railroad   Administration,  which   states   that  all   claims   for 

ercharges  had  to  be  filed   on  or  before  Feb    28    1921?    We 

some  claims  to  be  filed  in  view  of  the  tentative  report 

riven  by  your  publication,  and  we  are  anxious  to  know  how 

to  proceed  to  collect  same. 

Answer:    Section  206-C  of  the  transportation  act  provides 


that  complaints  praying  for  reparation  on  account  of  damage 
claimed  to  have  been  caused  by  reason  of  the  collection  or  en- 
forcement by  or  through  the  President  during  the  period  of  fed- 
eral control,  of  rates  which  were  unreasonable,  unjustly  dis- 
criminatory or  otherwise  in  violation  of  the  interstate  commerce 
act,  may  be  filed  with  the  Commission  within  one  year  after 
the  terminaltion  of  federal  control. 

Unless  the  claims  in  question  were  filed  with  the  Commis- 
sion prior  to  March  1,  1921,  the  Commission  will  not  consider 
the  same,  at  this  time,  unless  the  provisions  of  section  206-C 
are  modified  so  as  to  extend  the  time  for  filing  of  claims,  as  is 
proposed  in  a  bill  now  before  Congress. 

Routing 

Oklahoma. — Question:  On  Nov.  25,  1920,  we  shipped  from 
A  to  B  via  C  and  D  two  cars  of  fuel  oil,  showing  no  junction 
between  C  and  D.  C  could  have  handled  the  shipment  into 
destination  and  made  delivery  to  D,  D  making  delivery  to  con- 
signee. 

The  rate  via  C  and  D  was  7  cents  higher  than  via  C.  It 
is  our  contention  that  it  was  the  agent's  duty  at  point  of  origin 
to  have  informed  us  that  the  rate  was  higher  via  C  and  D  than 
via  C,  which  would  have  given  us  the  option  to  let  the  shipment 
move  as  originally  routed,  or  change  the  routing  so  that  the 
shipment  would  move  via  C,  and  D  would  only  make  switch 
delivery,  and  because  the  agent  did  not  call  our  attention  to 
this  fact  they  must  protect  the  lower  rate. 

Might  add  that  this  has  been  corrected,  and  at  the  present 
time  the  rate  is  the  same  via  C  and  D  as  via  C.  If  my  conten- 
tion is  correct  that  C  must  protect  the  lower  rate,  would  appre- 
ciate any  Interstate  Commerce  Commission  rulings  and  informa- 
tion you  can  give  me. 

Answer:  Under  the  decisions  of  the  Commission  in  the 
cases  of  the  Alabama  Lumber  &  Export  Co.  vs.  L.  &  N.  R.  R.,  23 
I.  C.  C.  84,  and  Fechheimer  Steel  &  Iron  Co.  vs.  Penn.,  51  I.  C.  C. 
183,  line  C  did  not  misroute  the  shipment  in  question  in  deliver- 
ing it  to  line  D  for  the  road  haul.  In  order  for  you  to  secure 
the  benefit  of  the  rate  applicable  via  line  C,  with  switch  delivery 
by  line  D,  you  should  have  inserted  in  your  bill  of  lading  "line 
D  delivery,"  in  which  event  it  would  have  been  the  duty  of  line 
C  to  have  delivered  the  shipment  to  line  D  at  destination  -for 
switch  movement.  See  Pinebloom  Lumber  Co.  vs.  Alcolu  Rail- 
road Co.,  52  I.  C.  C.  541. 

Minimum  Charge  When  C.  L.  and  L.  C.  L.  Shipments  Are  Loaded 

in  Same  Car 

New  Jersey. — Question:  This  company  shipped  from  a  point 
in  New  Jersey  to  Chicago,  111.,  in  car  PL  540179  two  consignments 
of  cotton  waste,  one  consisting  of  240  bales  weighing  20,750 
pounds,  the  other  of  70  bales  weighing  7,000  pounds,  loading  car 
to  cubical  capacity.  Both  of  these  consignments  have  been 
charged  at  L.  C.  L.  rates  and  we  contend  that  the  larger  one 
should  be  governed  by  carload  rating.  For  your  information  and 
guidance  we  would  like  to  explain  that  this  commodity  is  subject 
to  rule  34,  carload  minimum  weight  of  24,000  pounds.  This  car 
being  a  40-foot  car,  the  carload  minimum  should  have  been  26,880 
pounds.  You  will  observe  that  we  loaded  into  this  car  27,750 
pounds,  or  in  excess  of  the  minimum  and  to  cubical  capacity. 
The  railroad  wishes  to  raise  the  20,750-pound  lot  to  26,880  pounds, 
leaving  the  7,000-pound  lot  stand  as  it  is.  This  would  mean 
that  we  would  have  to  pay  freight  on  33,880  pounds,  whereas  the 
car  contained  only  27,750  pounds,  a  difference  of  6,130  pounds 
dead  freight. 

Answer:  Assuming  that  you  ordered  or  loaded  a  40-foot 
car  furnished  by  the  carrier  in  accordance  with  an  order  for  a 
car  which  did  not  specify  the  size  desired,  you  must  either  pay 
the  less-than-carload  rate  at  actual  weight  on  both  shipments 
or  the  carload  rate  at  the  minimum  for  the  40-foot  car  on  one 
shipment  and  the  less-than-carload  rate  on  the  other  shipment, 
the  consignment  weighing  20,750  pounds  could  have  been 
loaded  in  a  36-foot  car  you  should  have  ordered  a  car  of  that 
size  and  have  loaded  that  consignment  therein  and  have  tendered 
the  7,000-pound  consignment  to  carrier  as  an  L.  C.  L.  shipment, 
or  you  should  have  tendered  both  consignments  to  the  carrier 
as  L.  C.  L.  shipments,  in  which  event  you  would  have  been 
entitled  to  the  protection  of  the  carload  rate  and  minimum  weight 
for  the  36-foot  car  as  a  maximum  on  the  shipment  weighing  20,- 
750  pounds. 

Return   of  Goods  to  Origin   by  Carrier  Without   Instructions 

Iowa. — Question:  We  have  a  controversy  with  the  freight 
claim  agent  of  the  "A"  Railroad  of  Texas,  about  a  shipment 
consigned  to  one  of  our  customers  at  Knox  City,  Tex.  This  ship- 
ment consisted  of  twelve  cartons  and  the  records  show  that  the 
shipment  was  picked  up  by  the  consignee's  drayman,  who,  of 
course,  is  the  agent  of  the  consignee,  taken  to  the  consignee's 
store,  and  later  returned  to  the  carrier.  The  carrier  assessed 
us  fifty  cents,  covering  the  drayage  charges  to  and  from  the 
store,  incorporating  this  fifty  cents  in  the  advance  charges.  We 
[aimed  that  the  fifty  cents  shown  in  the  advances  as  drayage 
charges  to  and  from  the  consignee's  store  constitutes  prima  facie 
ividence  that  the  shipment  left  the  carrier's  hands,  and  that, 
herefpye,  the  carrier  had  no  right  to  accept  the  return  of  this 
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No  Waiting 


No  Writing 


No  Telephone* 


No  Tariff. 


"A  child  can  find  them' 


FREIGHT  RATES 

To  and  from  points  in  the  United  States  and  Canada 
This  publication  furnishes  the  Financial,  Purchase  and  Sales  Executives' 

"MISSING  COSTS" 

Getzler's  Guide,  Inc.,  Rochester,  New  York 

Publishers  of  Loose  Leaf  Freight  Rate  Issues 


NEW  YORK,  N.  Y.,  IIS  Broad  Si. 
PHILADELPHIA.  PA.,  308  Parkway  Bldg. 
BOSTON,  MASS.,  732  Colonial  Bid*. 


—OFFICES- 
CHICAGO,  ILL.,    412  Standard    Tru.l   Bldr. 
DETROIT,  MICH.,  506  Carrick  Theater  BldV 


WASHINGTON,  D.  C.,  433  MunMv  Bid.. 
SAN  FRANCISCO,  CAL..  461  Mark.t  St. 
LOS  ANGELES,  CAL.,  4S7  Pacific  El«c.  Bldf. 


V.  C.  BENSINGER,  Code  Book  Distributor, 


ABC  5th  "Improved" $18.00 

Same  Text  with  Condenser 9.00 

ABC  6th  Latest 19.50 

Bait.  Grain  Codes 15.00 

Bentley  5-Letter,  Latest,  most  universally  used  8.60 

Same,  Traveler  Edition 7.50 

Lieber's  5-Letter 15.00 

Peterson's  Banking  Code 15.00 

Scott's  10th  Edition,  Latest 27.50 

Western  Union  5  Letter,  very  slightly  used  25.00 

Same,  Universal  Edition 19.50       3 

Kelly's  World  Directory,  1920 11.75 

Suite  329A,  15  Whitehall   St.,   N.  Y.  City 
Cables'    Multigraph  N.  Y. 


SHIP*    THROUGH    THE 

Port  of  Los  Angeles 

The  Port  of  Los  Angeles  is  nearer  to  more  of  the  great  producing  and  con- 
suming centers  of  the  United  States  than  any  other  Pacific  Coast  port.  It  is 
served  by  transcontinental  railroads  that  are  open  to  traffic  the  year  round. 

Steamship  Service  to  All  Parts  of  the  World 


A  Harbor  Made  to  Order 


A  safe  harbor  for  any  size  vessel,  accessible  in  any 
weather. 

No  bar  to  cross;  48  feet  depth  at  low  tide  at 
entrance  to  the  harbor. 

Quiet  anchorage  within  five  minutes  from  the  open 
sea.  United  States  Government  has  expended  more 
than  $6,000,000  on  Port  improvements  and  is  now 
expending  more  than  $1,000,000  additional. 

City  of  Los  Angeles  has  expended  $5,500,000  for 
improvements  and  is  now  making  further  impor- 
tant improvements  with  a  new  appropriation  of 
$4,500,000. 

Lowest  port  charges  of  any  Pacific  Coast  port. 


More  than  2V&  miles  of  municipal  wharf  frontage, 
including  some  of  the  finest  port  facilities  in  Amer- 
ica. Also  nearly  five  miles  of  privately-owned 
wharves. 

Five  municipal  transient  sheds,  with  9,750,000 
cubic  feet  of  storage  space. 

A  six-story  concrete  municipal  warehouse  with  a 
capacity  for  more  than  80,000  tons  of  storage. 

Municipal  Terminal  Railway  connecting  city 
wharves  with  three  transcontinental  railroads  and 
with  the  Pacific  Electric  Railway. 

Municipal  high  density  cotton  compress.  Only  one 
on  the  Pacific  Coast. 


Write  for  further  information 


Board    of    Harbor    Commissioners 

SUITE  33,  CITY  HALL,  LOS  ANGELES,  U.  S.  A. 
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shipment,  and  should  have  looked  either  to  the  shipper  or  to 
the  consignee  for  the  collection  of  the  freight  charges.  We  are 
inclosing  a  copy  of  the  letter  received  from  the  freight  claim 
agent  of  the  carrier,  and  ask  that  you  give  us  an  opinion  on  this. 
Answer:  Section  1  of  rule  2,  of  the  Uniform  Storage  Rules 
provides:  "Where  shipments  have  been  plainly  marked  with 
the  consignor's  name  and  address,  preceded  by  the  word  'from,' 
notice  shall  be  immediately  sent  or  given  consignor  of  refusal 
of  less-than-carload  shipments.  Unclaimed  less-than-carload  ship- 
ments will  be  treated  as  refused  after  fifteen  calendar  days 
from  expiration  of  free  time."  The  shipment  having  been  re- 
fused by  the  consignee,  unless  instructed  to  do  so  by  you  or 
by  the  consignee  at  Knox  City,  the  carrier  had  no  authority  for 
returning  the  shipment  from  that  point  to  you  at  Cedar  Falls 
and  therefore  should  not  assess  charges  for  that  movement. 

Undercharges — Time  Within  Which  Suit  Must  Be  Filed 

Ohio. — Question:  The  writer  is  under  the  impression  that 
he  saw  a  report  a  short  time  ago  that  the  railroads  were  to  be 
limited  in  the  time  in  which  they  could  legally  collect  under- 
charges, the  same  as  we  are  now  restricted  in  entering  claims. 
Kindly  advise  if  you  have  any  information  on  this  subject. 

Answer:  Paragraph  3,  section  16,  of  the  transportation  act 
1920,  provides  that  all  actions  at  law  by  carriers  subject  to  the 
act,  for  recovery  of  their  charges  or  any  part  thereof,  shall  be 
begun  within  three  years  from  the  time  the  cause  of  action 
accrues,  and  not  after. 

Claims — Extension  of  Time  for  Filing  Claims  Covering  Shipments 
Moving   During   Federal  Control 

West  Virginia. — Question:  Would  appreciate  your  advising 
us  the  prospects  of  an  extension  in  the  time  allowed  for  filing 
reparation  claims  on  traffic  moving  during  federal  control. 

Answer:  There  is  now  before  Congress  a  bill  introduced  by 
Senator  Cummins  amending  paragraph  C  of  section  206  of  the 
transportation  act  1920,  so  as  to  permit  of  the  filing  of  claims 
for  overcharges  within  two  years  after  the  end  of  federal  control. 
A  favorable  report  on  this  bill  has  been  adopted  by  the  Senate 
committee  on  interstate  commerce  and  the  committee's  report 
was,  on  May  27,  submitted  to  the  Senate  by  Senator  Kellogg  of 
Minnesota.  If  this  bill  becomes  a  part  of  the  law,  claims  for 
overcharges  may  be  filed  any  time  before  March  1,  1922. 
War  Tax  on  Transportation  Charges 

Texas. — Question:  Please  advise  in  reference  to  war  tax  on 
advance  charges.  We  had  shipment  out  of  Philadelphia  via 
Southern  Steamship  Company,  carload  to  Houston,  care  of  a 
warehouseman,  our  part  of  the  car  forwarded  from  Houston, 
freight  in  Texas  $39.67,  advances  $23.60,  war  tax  $1.90.  We 
claim  war  tax  should  -apply  on  $39.67  only,  that  the  war  tax  had 
already  been  paid  at  Houston  on  the  $23.60.  This  would  be 
impossible  for  the  warehouseman  to  Houston  to  avoid  the  war 
tax,  and  the  railroad  had  not  the  right  to  charge  us  the  war 
tax.  The  railroad  company  declined  the  claim  on  the  ground 
that  the  advance  charges,  $23.60,  represented  freight,  loading, 
switching  and  distributing  charges. 

Answer:  If  the  freight  charges  of  the  steamship  company 
were  paid  by  the  warehouseman  at  Houston,  the  carrier  may  not 
rightfully  collect  for  the  war  tax  on  the  sum  of  $23.60  shown  as 
advances.  It  appears  that  this  amount  includes  charges  for 
services  other  than  strictly  transportation  services.  The  war  tax, 
however,  is  only  to  be  assessed,  under  the  provisions  of  article 
8  of  Regulations  49  (Revised)  of  the  Treasury  Department,  for 
services  and  facilities  rendered  by  or  on  behalf  of  carriers  in 
connection  with  transportation. 

Weights— Estimated   Vs.  Scale 

North   Carolina. — Question:     The    Blank    Lumber  Company 

•eceives  at  Wilmington,  N.  C.,  during  a  period  of  eight  months 

0  cars  lumber,  which  is  weighed  on  railroad  track  scales  by 

representative  of  the  Southern  Freight  and  Inspection  Bureau, 

and  freight  charges  computed  on  net  weight. 

After  six  months  these  weights  are  compared  with  estimated 

Ights  on  lumber  as  furnished  by  North  Carolina  Pine  Associa- 

on,  and  the  railroad  scale  weights  are  in  most  cases  greater 

the    N.  C.   Pine  Association   estimated   weights.     In  your 

opinion,  can  claims  be  collected  on  basis  of  estimated  weights 

in  the  face  of  scale  weights? 

Answer:     Unless  a  shipper  has  entered  into  a  weight  aeree- 

it  contract  with  a  carrier  for  the  acceptance  of  a  shipper's 

weights  under  proper  supervision  or  the  tariffs  of  the  carriers 

landlmg  the  shipments  in  question  provide  for  estimated  weights 

earner  may  properly  refuse  to  settle  freight  charges  based' 

on  such  estimated   weights,  unless   it   can  be  proved   that   the 

estimated  weight  and  not  the  scale  weight  of  the  carrier  is    he 

correct  weight  of  the  shipment. 

Interest  on  Loss  and   Damage  Claims 

Texas.— Question:     Please  advise  whether  or  not  the  follow- 
nlon  is  based  on  sound  logic  and  law.     It  seems  to  be 
general  opinion  that   the  carriers    have  entered  T  gentle 

fST  H°l  l°  Pay,lntere8t  °n  low  ^d  damage  llaVnis 
forced  to  do  so  by  the  courts.    Does  this  mean  that  if 


we  had  ten  claims  on  which  interest  was  due  us  in  accordance 
with  the  McCaull-Dinsmore  decision,  and  we  brought  suit  on  one 
and  recovered,  that  we  would  have  to  bring  suit  on  any  other 
that  we  might  hope  to  recover  the  interest?  The  question  is 
whether  or  not  interest  is  proper  on  loss  and  damage  claims  and, 
if  so,  from  what  date,  and  how  would  you  arrive  at  the  date  of 
liability? 

Answer:  As  an  element  of  damage,  the  courts,  as  a  rule, 
include  in  a  judgment  for  loss  of  or  injury  to  goods,  interest 
from  the  date  of  the  loss,  that  is,  from  the  time  when  the  goods 
should  have  been  delivered,  or  the  date  of  the  injury.  Therefore 
interest  is  a  proper  element  of  damage  and  should  be  included 
by  the  carriers  in  the  amount  paid  shippers  in  the  settlement  of 
claims  for  loss  or  damage.  However,  unless  a  suit  is  brought 
on  each  and  every  item  a  shipper  cannot  compel  a  carrier  to 
allow  interest. 

Claims  for  Misrouting — Proof  of 

Illinois. — Question:  In  October,  1913,  we  made  several  ship- 
ments of  brick  from  Kushequa,  Pa.,  to  Memphis,  Tenn.,  routed 
via  Mt.  Jewett,  Kinzue  &  Ritterville  R.  R.  Co.,  Erie  R.  R.-  C.  H. 
&  D.-B.  &  O.  S.  W.  co  I.  C.  at  Cairo,  111.  The  routing  above 
was  ignored  by  the  interested  carriers  and  we  were  assessed  a 
rate  of  29c  per  cwt.  instead  of  19  %c  per  cwt.,  which  is  based 
on  Cairo,  111.,  combination. 

We  filed  claim  with  the  Illinois  Central  Railroad  on  January 
21,  1921,  and  claim  was  declined  by  them  on  the  grounds  that 
their  records  for  that  year  were  destroyed.  We  took  the  matter 
up  with  the  Mt.  J.  K.  &  R.  R.  R.  for  copies  of  their  waybills 
covering  the  shipments  in  question.  The  routing  shown  in  these 
waybills  furnished  by  them  corresponds  with  the  routing  shown 
on  bills  of  lading. 

We  again  presented  our  claim  to  the  Illinois  Central,  attach- 
ing thereto  copies  of  the  waybills  furnished  by  the  Mt.  J.  K.  & 
R.  R.  R.,  and  on  May  6  all  papers  were  returned  to  us,  stating 
that  their  records  had  been  destroyed  and  could  not  make  re- 
fund. Please  advise  if  we  are  not  entitled  to  the  amount  of 
overcharge,  based  on  all  evidence  supported  by  us. 

Answer:  The  fact  that  routing  in  the  waybills  furnished 
by  the  Mt.  J.  K.  &  R.  R.  R.  corresponds  with  the  routing  which 
you  state  was  inserted  in  the  bills  of  lading  covering  the  ship- 
ments in  question  is  not  conclusive  of  the  fact  that  such  routing 
was  inserted  in  the  bills  of  lading  by  the  shipper,  for,  in  the 
absence  of  the  bill  of  lading  itself,  it 'might  be  contended  that 
a  different  route  was  inserted  in  the  bills  of  lading,  namely  that 
over  which  the  shipments  actually  moved. 

Under  the  interstate  commerce  act  it  is  the  duty  of  the 
carrier  to  refund  any  overcharge  resulting  from  an  error  in  rout- 
ing on  its  part,  but,  inasmuch  as  the  shipments  referred  to  moved 
so  long  ago,  unless  the  matter  has  been  presented  to  the  Inter- 
state Commerce  Commission  so  as  to  stop  the  running  of  the 
statute  of  limitation  contained  in  section  16  of  the  act,  the  Com- 
mission will  not  consider  the  matter  at  this  time. 

Furthermore,  under  the  regulations  prescribed  by  the  Com- 
mission governing  the  destruction  of  records  of  steam  roads  a 
carrier  may  destroy  bills  of  lading  after  the  expiration  of  six 
years,  and,  therefore,  inasmuch  as  the  carrier's  records  have 
been  destroyed,  in  order  for  you  to  prove  misrouting  it  appears 
that  you  must  necessarily  produce  the  original  bills  of  lading. 

Failure  or  Refusal  of  Consignee  to  Accept  Goods — Duty  of  Carrier 
as  to  Such  Goods 

Iowa. — Question:  In  making  shipments  of  perishable  prod- 
cts  on  a  shipper's  order  bill  of  lading,  such  shipments  moving 
under  refrigeration,  and  shipment  arrives,  consignee  is  unable 
to  take  delivery  for  two  or  three  days,  is  it  the  duty  of  the  car- 
riers to  keep  shipment  iced,  and  not  allow  the  contents  to  de- 
teriorate, or  is  it  up  to  the  consignee  in  the  case  to  issue  such 
instructions  to  them? 

We  had  a  car  of  perishables  lay  for  four  days  in  carrier's 
yards  before  consignee  could  take  delivery,  and  during  that  time 
a  part  of  the  shipment  went  wrong  account  car  had  no  ice  what- 
ever in  it  at  the  expiration  of  this  time  when  delivery  was  made 
and  bill  of  lading  taken  up. 

Answer:  Where  a  consignee  fails  or  refuses  to  receive  the 
goods  shipped  it  is  the  duty  of  the  carrier  to  store  the  goods 
ther  in  its  own  warehouse  or  in  that  of  some  responsible  third 
party  and  to  hold  the  goods  subject  to  the  order  of  the  consignor 
tor  a  reasonable  time;  it  has  no  right  to  abandon  the  goods  to 
destruction  or  to  convert  the  freight  to  its  own  use  or  dispose  of 
it  contrary  to  law. 

While  we  do  not  locate  any  cases  involving  the  liability  of 

a  carrier  for  damage  to  goods  contained  in  a  refrigerator  car 

awaiting   delivery,   it   is   our   opinion    that,   in   accordance   with 

the  general  principles  set  forth  above,  the  carrier  could  be  held 

n  damages  for  its  failure  to  properly  care  for  the  goods 

its   possession,   even   though   its   liability  during   such 

^WifS  of  a  warehouseman  only.     The  burden,  of  course, 

"r*v  *  ^°n  the  sh'PPer  to  prove  negligence,  but  proof  of  the 

that  the  car  of  perishables  contained  no  ice  at  the  time  of 
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Pacific  Mail  Steamship  Co. 

Under  American  Flag   PASSENGERS  AND  FREIGHT   £«(<if>/i. 


TRANS-PACIFIC  SERVICE 
•The  Sunthln*  Bmlt  to  th*  Orlmnl" 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 
Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Shipping  Board 

steamer  Empire  State  (July  23rd):  and  pending  delivery 

3  other  U.  S.  S.  B.  steamers  by  the  pocular  S.  S. 

Ecuador  (June  25th  I  and  S.  S.  Colombia 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 
Singapore,  Colombo,  Madras,  Calcutta 
Passenger  and  freight  sailings  monthly  by 

S.  S.  Wolverin*  Scare  (June  tlth):  Granite  State  (July  12th). 
S.  S.  Creole  State  (August  I  3th) 

PANAMA  SERVICE 

San  FrancUco  to  Mexico,  Central  America  and  Canal  Zone 

Passengers  and  freight  sailings  every  10  days,  5  steamers 

SAN  FRANCISCO-BALTIMORE  SERVICE 

CPHHBgwt  and  Freight) 
Via  LOB  Angeles  Harbor,  Manzanillo,  San  Jose  de  Guatemala,  La 

Libertad,  Corinto.  Panama  Canal.  Kingston,  Havana 

S.  S.  Co/om  bia  sails  from  San  Francisco  July  20th,  from  Baltimore  Aug.  30th 

Also  four  Class  A  I  steel  steamers  (freight  only)  with  additional  calls  at 

San  Juan  (Porto  Rico),  Jacksonville,  Savannah,  Norfolk 

SHANGHAI-HONGKONG-CALCUTTA  SERVICE 

Between  Shanghai,  Hongkong,  Saigon,  Singapore,  Penang,  Rangoon, 

Calcutta 
Freight  only.     Sailings  every  ten  days  —  eight  U.  S.  S.  B.  steamers 

ROUND-THE-WORLD  SERVICE 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Dairen,  Tientsin, 
Shanghai,  Manila,    Saigon,  Singapore,  Calcutta.   Colombo,  Bombay, 

Alexandria,   Bizerta,   Marseilles,   Barcelona,   thence   Baltimore, 
Cristobal,  Los  Angeles  Harbor  and  San  Francisco  (via  Panama  Canal) 

Freight  only.     Monthly  sailings  —  U.  S.  S.  B.  Steamers 

Through  bill*  of  lading  issued  to  and  from  points  beyond  port*  of  call 

General  Passenger  and  Ticket  office:      621  Market  St.,  San  Francisco 

General  Offices:  508  California  Street,  San  Francisco 

10  Hanover  Square,  N.  Y.      400  Exchange  Place,  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 


Camphuis  &  Company.  Inc. 

FORWARDING  AGENTS 
Laredo.  Texas 

Largest  and  Best  Equipped  Forwarding 
Organizations  on  the  Mexican  Border 

We  have  specialized   in   the   handling  of  small  shipments. 
Previous  to  present  railway  strike  we  maintained: 

Two  Package  Cars  Per  Week  to  Mexico  City 

(Time  in  route  Nuevo  Laredo  to  Mexico  City  eight  to  ten  days) 
With  resumption  of  traffic  we  are  now  prepared  to  maintain 

Three  or  More  Package  Cars  Per  Week 

(Arriving  in  Mexico  City  fifth  or  sixth  day) 
Consult  Traffic  Managers  of  your  Carriers  relative  to 

Package  Car  Service 

direct  to 

Laredo,  Texas 

from 

New  York,  Chicago,  St.  Louis,  East  St.  Louis, 
Memphis,  Fort  Worth,  Dallas,  San  Antonio 

The  merchants  of  Mexico  are  vitally  interested  in  time  of 
delivery  of  their  merchandise. 

Writt  <a  for  full  particulars  and  rtquat  a  copy  of  our  Skipping  Imrfuctiotu. 


•OFFICES  • 


Laredo*  Texas  Nuevo  Laredo,  Tampa.,  Mexico 

El  Paao,  Texaa  Juarez,  Chih.,  Mexico 

Eagle  Paaa,  Texaa  Piedraa  Negraa,  Coah.,  Mexico 

Mexico  City 


Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  guarantee  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 
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delivery  of  the  goods  to  the  consignee  would  be  prima  facie  evi- 
dence of  negligence  on  the  part  of  the  carrier. 
Consignee's  Right  of  Inspection  of  Shipment  on  an  "Order-Notify" 
Bill   of  Lading 

Illinois.—  Question:  We  have  noted  your  reply  to  "Cali- 
fornia," pag7936,  April  30  issue  of  The  Traffic  World,  with  re- 
spect to  consignee's  right  of  inspection  of  shipment  on  an  order- 
notify"  bill  of  lading.  Your  reply  seems  to  cover  the  right  ot 
inspection  to  the  holder  of  the  original  bill  of  lading,  and  we 
would  ask  would  the  carriers  be  within  their  rights  in  allowing 
notified  party  to  make  an  inspection  without  first  surrendering 
the  "order-notify"  bill  of  lading? 

The  majority  of  our  cars  are  shipped  consigned  to  ourselves, 
advise  John  Jones,  with  instructions  to  deliver  only  upon  sur- 
render of  our  written  order.  The  latter  instructions  are  not 
essential  as  it  is  inferred  that  on  cars  billed  "advise  the  de- 
livery order  must.  first  be  surrendered  before  delivery  can  I 
taken.  On  cars  so  billed  would  carriers  act  within  their  rights 
in  allowing  inspection  by  the  advised  party  without  first  demand- 
ing surrender  of  delivery  order  or  other  proof  of  ownership. 
If  you  know  of  any  court  decisions  on  this  question  will  you 
kindly  mention  them? 

Answer:     The  decision  of  the  Supreme  Court  of  New  Yoik, 
in  the  case  of  Earnest  vs.  D.  L.  &  W.  R.  R.,  134  N.  Y  .  S.  323, 
referred  to  in  our  answer,  was  one  covering  an  order-notuy  s 
ment   and  for  which  the  order  bill  of  lading  had  not  been  sur- 
rendered at  time  of  inspection.    We  are  quoting  below  from  tl 
decision,  which,  if  followed  generally  by  the  courts,  will  mean 
that  a  shipper  must  prove  actual  damages  in  any  case  in  ordei 
to  recover  from  a  carrier  for  its  violation  of  the  bill  ot  lading 
agreement  not  to  allow  inspection,  unless  authorized  by  the  coi 
signer.     In  its  decision  in  the  above  referred  to  case  the  court, 
on  page  326,  said: 


An  Initial  carrier  is  not  liable  for  conversion  because  a 
hi  ving  the  custody  of  the  property  permits  It  to  M  looked  at  i 
by  thl  consignee  or  any  one  else.     If  an  examination  of  the  propel  ty 
in  violation  of  the  agreement  between  the  parties  caused  damage  to 
It,  then  the  first  acceptor   (initial  carrier)   may   be  made   t 

ll*  In'the'present  case  the  evidence  undisputably  establishes  that  the 
carrier  at  the  point  of  destination  permitted  an  inspection  of  the 
apples,  and  hence  the  defendant,  in  pursuance  of  the  Carmack  Act, 
must  respond  for  whatever  loss  resulted  to  the  plaintiff  by  the  break- 
lm?  of  the  agreement.  The  extent  of  the  loss  or  injury  the  plaintifl 
must  prove.  There  is  no  claim  that  the  apples  were  injured  by  the 
innpectlon,  or  that  the  refusal  of  the  Chicago  firm  to  accept  the 
apples  which  they  were  not  legally  bound  to  purchase,  was  by  reason 
of  this  inspection.  There  is  not  the  slightest  proof  of  any  loss  or 
damage  or  Injury  to  the  fruit.  On  the  contrary,  the  proof  shows  they 
were  not  injured  at  all  by  the  inspection.  The  railroad  company  re- 
tained the  actual  possession  of  the  property.  Its  dominion  over  It 
was  not  surrendered,  and  the  plaintiff  was  promptly  notified  by  Train, 
letter-man  &  Ford  (parties  to  be  be  notified)  that  they  did  not  wish 
the  apples,  and  plaintiff  refused  to  receive  them  from  the  railroad 
company.  It  knew  possession  of  the  apples  was  not  to  be  given  to 
tin-  Chicago  firm  until  it  had  honored  the  draft  upon  it.  The  railroad 
company  did  violate  Its  agreement,  and  the  measure  of  its  liability  for 
that  breach  was  the  loss  or  injury  to  the  apples. 

Without  regard  to  the  Carmack  Amendment  and  the  approval  of 
the  uniform  bill  of  lading,  the  courts  have  held  that  conversion  did  not 
lie  for  an  unauthorized  inspection  of  goods  at  the  point  of  destination. 
Dudley  vs.  C.  M.  &  St.  P..  52  S.  E.  718  (W.  Va.):  Sloan  vs.  Carolina 
Cent.  R.  R.  Co.  36  S.  E.  21  (N.  C.);  Yuille-Muller  Co  vs.  C.  I.  &  L.  Ry. 
Co.,  128  N.  W.  1099  (Mich.).  See  also,  Wamsby  vs.  Atlas  S.  S.  Co., 
Ltd.,  168  N.  Y.  533.  61  N.  E.  896. 

Undercharges  —  Collection  of  Small  Amounts 

Ohio.  —  Question:  Referring  to  the  Commission's  conference 
rulings  on  the  "Collection  of  Undercharges,"  the  Commission  has 
stated  that  the  law  required  the  carriers  to  collect  and  the  party 
legally  responsible  to  pay  the  lawfully  established  rates  without 
deviation  therefrom: 

We  have  been  having  a  lot  of  difficulty  with  the  various 
railroads  in  this  section,  due  to  the  fact  that  freight  bills  pre- 
sented to  us  for  payment  are  very  often  not  figured  correctly 
and  they  will  be  sometimes  two,  three,  four,  five  or  six  cents 
either  over  or  under  the  correct  amount. 

In  the  cases  of  undercharges  due  to  their  errors  in  estima- 
tion they  invariably  present  us  undercharge  bills  and  in  the  past 
several  days  we  have  had  quite  a  number  that  were  for  two  or 
three  cents  each  on  shipments  that  the  original  freight  bills  were 
paid  two  or  three  months  ago. 

You,  no  doubt,  see  that  it  is  quite  expensive  to  handle  under- 
charge freight  bills  calling  for  such  small  amounts  and  we  would 
like  to  have  you  advise  us  promptly  if  the  Commission's  ruling 
referred  to  above  on  undercharges  can  be  interpreted  to  mean 
that  we  will  be  compelled  to  pay  such  undercharges,  due  to  the 
railroad  company's  error,  up  to  the  penny,  and  would  we  be 
within  our  rights  by  serving  notice  on  the  various  carriers  in 
this  district  that  we  would  not  honor  any  undercharge  bills  that 
were  for  less  than  10  cents  or  accept  any  overcharge  refunds 
for  less  than  10  cents  on  any  single  shipment. 

Answer:  While  it  Is  no  doubt  burdensome  and  expensive  to 
handle  such  claims  and  as  a  practical  matter  it  would  be  a  saving 
to  the  carrier  also  to  disregard  such  small  amounts,  we  do  not 
believe  that  a  carrier  could  lawfully  enter  into  an  agreement 
to  disregard  the  collection  of  small  sums  as  undercharges  nor 
that  a  notice  such  as  you  refer  to  would  be  effectual  should  a 
carrier  see  fit  to,  by  suit,  collect  the  undercharge  due  on  a  ship- 


ment however  small  the  amount.  The  law  is  that  the  legal  tariff 
rate  must  be  assessed,  no  more  and  no  less,  and  it  is  the  duty 
of  the  carrier  to  collect  any  undercharge  due  on  a  shipment,  if 
it  is  possible  for  it  to  do  so. 

Interest— Liability  of  Carrier  for 

New   York. Question:     Shipment  of  machinery,  forwarded 

on  sight  draft  bill  of  lading,  was  received  at  destination  and 
delivered  to  consignee  without  the  surrender  of  bill  of  lading 
properly  indorsed.  Not  having  received  payment,  we  got  in 
touch  with  consignee,  who  acknowledged  receipt  of  material,  but 
had  no  knowledge  whatever  of  same  being  covered  by  sight  draft, 
bill  of  lading.  We  have  presented  claim  against  carrier  for  in- 
terest based  on  rate  of  6  per  cent  for  a  period  of  eleven  weeks, 
which  time  had  elapsed  before  we  were  reimbursed  by  consignee. 

The  carriers  have  declined  this  claim,  their  contention  being 
that  as  we  have  received  payment  from  consignee  for  the  ma- 
terial, we  are  not  out  this  money,  the  transaction  in  question 
appearing  to  be  more  of  a  commercial  issue  not  provided  in  con- 
tract of  carriage. 

Answer:  While  there  is  no  doubt  that  by  reason  of  the 
wrongful  act  of  the  carrier  in  delivering  the  shipment  without 
requiring  the  surrender  of  the  order  bill  of  lading,  you  were  de- 
prived of  the  use  of  your  money  for  the  period  of  time  during 
which  you  were  negotiating  with  the  consignee  for  the  payment 
of  the  price  of  the  shipment  and  that  the  carrier  could  have 
been  held  liable  for  the  value  of  the  shipment  plus  interest  had 
suit  been  brought  in  a  court  of  a  state  in  which  the  measure  of 
damages  includes  interest,  it  will  probably  be  necessary  for  you 
to  sue  for  the  amount  in  question,  the  cost  of  which  suit  will 
perhaps  equal  or  exceed  the  amount  recovered.  Furthermore, 
there  is  some  question  as  to  whether  you  should  not  have  first 
looked  to  the  carrier  for  the  value  of  the  shipment  converted 
by  it,  instead  of  negotiating  with  the  consignee  for  such  a  con- 
siderable length  of  time.  It  might  be  held  that  the  carrier  should 
not  be  required  to  pay  interest  under  such  circumstances. 

Claims — Parties   Entitled   to    Recover 

New  Jersey. — Question:  Kindly  advise  the  right  of  a  disin- 
terested party  to  present  and  collect  claims  for  loss,  damage  and 
overcharge.  Does  not  the  possession  of  the  necessary  documents 
presume  the  right  to  do  so? 

Answer:  To  enable  a  plaintiff  to  recover  damages  in  an 
action  at  law  for  the  loss  of  or  injury  to  goods  in  transit  or  for 
an  overcharge  in  freight  charges  it  must  be  shown  that  he  is 
the  party  in  interest,  that  is,  either  the  consignor,  consignee  or 
owner  of  the  goods.  Therefore,  in  the  absence  of  an  assign- 
ment, a  third  party  cannot  successfully  maintain  such  action. 
We  are  unaware  of  any  case  wherein  it  has  been  held  that  the 
mere  possession  of  the  documents  to  which  you  refer  presumes 
the  right  of  recovery. 

Sale  of  Goods  Without  Notice  to  Consignor 

Wisconsin. — Question:  Will  you  kindly  advise  us  whether 
the  express  company  is  obliged  to  hold  a  shipment  in  their 
on-hand  department  a  certain  length  of  time  before  selling  it? 
We  have  a  claim  with  the  express  company  for  a  shipment  made 
last  October  and  have  just  been  advised  by  them  that  this  ship- 
ment was  sold  by  their  on-hand  sales  bureau,  and  that  they  are 
willing  to  send  us  remittance  for  the  amount  received  by  them, 
which  is  less  than  half  the  value  of  the  shipment.  They  also 
advise  that  they  sent  us  postal  notices,  stating  that  shipment 
was  on  hand,  which  we  have  no  record  of  receiving. 

Answer:  A  bailment  of  goods  to  a  carrier  confers  no  power 
to  sell.  The  contract  relates  to  their  transportation;  and  the 
carrier  had  no  implied  right  to  sell  them  under  ordinary  circum- 
stances. It  has  been  held  that,  in  the  absence  of  a  statute  other- 
wise providing,  it  is  the  duty  of  a  carrier  to  notify  the  shipper 
before  selling  goods  where  it  is  practicable,  and  the  sale  should 
be  made  after  such  notice  of  the  sale  as  will  reasonably  assure 
that  the  goods  to  be  sold  will  bring  their  reasonable  market 
value.  Ordinarily  a  sale  without  such  notice  to  the  shipper  will 
constitute  a  conversion,  rendering  the  carrier  liable  for  the  value 
of  the  goods,  as  in  other  cases  of  conversion.  M.,  etc.,  R.  Co. 
vs.  Cox,  144  S.  W.  1196;  Chicago,  etc.,  R.  Co.  vs.  Cleaver,  106 
S.  W.  720  Dudley,  etc.,  vs.  Chicago,  etc.,  R.  Co.,  58  W.  Va.  604, 
52  S.  E.  718. 


ASSISTANCE   FOR   MERCHANT   MARINE 

The  Traffic   World   Washington  Bureau 

Representative  Burton,  of  Ohio,  in  a  speech  in  the  House  this 
week,  said  that  if  an  American  merchant  marine  is  to  be  main- 
tained and  built  up,  it  will  be  necessary  to  impose  discriminatory 
duties  or  to  grant  subsidies  to  shipping  interests.  He  declared  he 
had  been  opposed  in  the  past  to  a  government  subsidy  but  now, 
he  said,  he  wondered  whether  resort  would  not  have  to  be  made 
to  that  form  of  aid  for  the  merchant  marine.  Lower  cost  of 
operation  of  vessels  under  foreign  flags  than  under  the  American 
flag  was  cited  as  one  reason  why  the  American  vessel  would 
have  to  have  assistance. 
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PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  monthly  service,  Mobile,  Pensacola 
or  Gulfport  to  Antwerp,  Ghent,  Rotterdam, 
Amsterdam  and  French  Atlantic  ports. 

Mobile/West  African  ports,  via  Azores, 
Madeira  Islands  and  Canary  Islands. 

Regular  service,  Mobile  to  all  United  States 
Pacific  Coast  ports. 

St.  Louis  Office:  Birmingham  Office: 

1217  Pierce  Building  424-425  Chamber  of  Commerce  Bid g. 

IRVING  H.  HELLER,  Manager  GEORGE  C.  McLAUGHLIN,  Manager 


Gulfport,  Mississippi 

Mr.    Traffic  Manager: 

Your  aim  is  economy  in  transportation  costs. 

To  exporters  and  importers  a  full  knowledge  of  conditions,  including 
port  charges,  prevailing  at  all  the  available  ports  is  a  vital  matter. 

Gulfport,  Mississippi,  has  certain  factors  of  low  port  charges  and 
good  labor  conditions,  which  make  it  the  most  economical  of  all  the 
South  Atlantic  and  Gulf  ports. 

A  letter  of  inquiry  will  bring  to  you  information  regarding  this  port, 
which  will  be  of  real  value  to  you. 

Do  you  not  think  it  worth  while  to  investigate  this? 
T.  E.  HARRIS,  Traffic  Manager 

Gulf  &  Ship  Island  Railroad 

GULFPORT,  MISSISSIPPI 
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Digest  of  New  Complaints 


No. 


No. 
No. 


No. 


No. 


No. 


No. 


No. 


No 


No 


No 


No 


No 


No. 


No 


No 


No. 


No. 


No 


No 


12744.  A     O.   Dutton   Lumber  Corporation  et  a!.,   Seattle,  Wash., 
VS.  Alx-rdccn  &  Rockfish.  Payne  et  al.  _j,,i,,  nroin 

Unjust,  unrcasonahle.  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  multiple  car  shipments  of  long  timbers,  poles,  piling 
and  spars  of  flr.  hemlock,  laroh  and  spruce  from  points  in  Wash- 
ington and  Oregon  to  interstate  destinations  in  United  States  and 
Canada  Asks  for  rates  no  higher  than  basic  lumber  rates  and 
reparation. 

12745.  In  the  matter  of  intrastate  rates  of  the  American  Railway 
Express  Co.  between  points  in  the  state  of  Illinois. 

12748.  William  H.  Kidston  et  al..  trading  as  A.  G.  Kidston  &  Co., 
New  York,  X.  Y..  vs.   I>.  I..  &  W.  et  al. 

Unjust,  unreasonable,  unduly  prejudicial  and  unjustly  discrim- 
inatory storage  charges  on  steel  plates  at  seaboard  holding  points 
intended  for  delivery  nt  New  York  harbor.  Asks  for  just  and  rea- 
sonable rates,  rules  and  regulations  and  reparation. 

12749.  Murphy  Mfg.  Co..  Tacoma.  Wash.,  vs.  Oregon-Washington 
R.  R.  &  Nav.  Co.,  Director  General  et  al. 

rnjust  and  unreasonable  rates  on  steel  bed  parts  from  Chicago 
to  Tacoma.  Wash.  Asks  for  reparation  down  to  basis  of  subse- 
quently established  rate. 

12750.  Memphis  Freight  Bureau  et  al.,  Memphis,  Tenn.,  vs.  Mo. 

Unjust,  unreasonable,  unjustly  discriminatory  and  prejudicial 
rates,  concentration  and  reconsigning  privileges  on  cotton  into, 
through  and  out  of  Memphis,  because  more  favorable  to  shippers 
located  in  various  cities  in  Arkansas.  Asks  for  just,  reas9nable 
and  non-discriminatory  rates  and  concentration  and  reconsigning 
privileges  and  reparation. 

12751.  The  Sweet  Dreams  Co.,   Montgomery,   Ala.,   vs.   L.   &   N. 
et  al. 

Unjust  and  unreasonable  rates  and  classifications  on  liquid 
insecticides  or  insect  repellents  from  Montgomery,  Ala.,  to  Hous- 
ton, Tex.  Asks  for  just  and  reasonable  rates  and  reparation. 

12752.  Fort  Worth  (Tex.)  Freight  Bureau  vs.  B.  S.  L.  &  W.  et  al. 
Unjust,    unreasonable    and    unjustly    discriminatory    rates    and 

transit  privileges  on  grain  and  grain  products  through  Fort  Worth 
by  reason  of  defendants'  inability  to  agree  upon  divisions.  Asks 
for  just  and  reasonable  Joint  rates  and  routes  and  transit  priv- 
ileges, and  also  determination  by  Commission  of  divisions  between 
carriers. 

12755.  Central  Wisconsin  Supply  Co.,  Beaver  Dam,  Wis.,  vs.  P.  C. 
C.  &  St.  L.  et  -el. 

Unjust  and  unreasonable  rates  on  red  cedar  shingles  from  New 
Westminster,  B.  C.,  to  Minnesota  Transfer,  Minn.,  and  reconsigned 
to  Sweetser,  Ind.  Asks  reparation. 

12756.  Standard  Underground  Cable  Co.,  Perth  Amboy,  N.  J.,  vs. 
Lehigh  Valley. 

Unjust  and  unreasonable  rates  on  freight  in  and  out  of  Perth 
Amboy,  N.  J.,  because  unlawful  demurrage  charges  were  assessed 
thereon.  Asks  reparation. 

12757.  Texas  Live  Stock  Shippers'   Protective  League  et  al.,   Ft. 
Worth,  Tex.,  vs.  St.  Louis  Southwestern  and  Payne,  as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential or  prejudicial  rates  on  live  stock  between  points  in  the 
State  of  Texas  because  charges  were  assessed  on  basis  of  the 
calf  or  hog  rates  and  the  cattle  minimum  weights  and  on  weights 
and  rates  alternatively  and  otherwise  so  as  to  create  the  highest 
charge.  Asks  reparation. 

12758.  Bilrowe-Alloys  Co.,   Tacoma,   Wash.,   vs.   C.    M.    &   St.   P., 
Director  General  et  al. 

Unjust,  unreasonable  and  discriminatory  rates  on  crushed  lime 
rock  from  Limestone  to  Tacoma.  Wash.  Asks  reparation. 

12759.  H.  A.  Logan,  receiver  of  Warren  Oil  Co.  of  Pennsylvania, 
Warren,  Pa.,  vs.  Chicago  &  Alton  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  rates  on  residuum 
(fuel  oil),  also  in  violation  of  fourth  section  from  Hodge  and  Ft. 
Worth,  Tex.,  to  Joliet.  111.  Asks  reparation. 

12760.  Clarendon  Refining  Co.  et  al.,  Clarendon,  Pa.,  vs.  Pennsyl- 
vania et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  prejudicial 
rates  on  fuel  oil  from  Tulsa,  Okla.,  to  Tiona,  Pa.  Asks  cease  and 
desist  order  and  reparation. 

12761.  Rosin  and  Turpentine  Export  Co.,  Inc.,  New  York    N.  Y. 
v*    Atlantic  Coast  Line  et  al. 

Unjust  and  unreasonable  rates  on  rosin  from  Savannah  Ga..  to 
JBouth  Amboy,  N".  J..  between  April  2  and  June  2,  1920.  Asks  just 
and  reasonable  rates  and  reparation. 

12762.  Southern  Appalachian  Coal  Operators'  Assn.  et  al.,  Knox- 
vilie.  Tenn..  vs.  C.  N.  O.  &  T.  P.  et  al. 

Unjust,  unreasonable  and  unduly  prejudicial  rates  on  lake  carga 
coal  from  complainants'  mines  in  Kentucky  and  Tennessee  to  To- 
ledo. O..  for  transshipment  beyond  by  vessel.  Asks  for  just, 
reasonable  and  non-prejudicial  rates. 

12763.  K.    I.   Du  Pont  de   Nemours  &  Co.,   Wilmington,   Del.,   vs. 
Uarltan  River,  and  Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  alcohol  from  Carney's  Point 
N.  J..  to  Arlington,  Pompton  Lakes  and  Parlin,  N.  J.  Asks  for 
reparation. 

12764.  The  Procter  &  Gamble  Mfg.  Co.,  Cincinnati,  O.,  vs.  Payne, 
as  agent. 

Unjust,  unreasonable,  unduly  preferential  or  prejudicial  rates  on 
coal  from  Mt.  Olive  and  Staunton.  111.,  to  Kansas  City,  Kan.  as 
compared  with  rates  from  points  in  the  same  district  to  the  same 
Mrs-tinations.  Asks  reparation. 

12765.  Associated   Fruit   and  Vegetable   Industries   of  New  York 
State  et  al.,  Rochester,  N.  Y.,  vs.  Ann  Arbor  et  al. 

T  njust.  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  and  classifications  on  peaches  between  points  in  Offl- 
Classiflcation  territory  as  compared  with  rates  from  southern 
points  to  the   same   destinations.     Asks  for  just,    reasonable   and 
non-discriminatory  rates. 

12766.  Thf   Miller   Petroleum   Co.    et  al.,   Kansas  City,   Mo.    vs 
A.  T.  &  S.  F.,  Payne  et  al. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  petro- 
um  crude  oil  and  fuel  oil  from  Lazarus,  Kan.,  to  Smith  Center 
..an.,  shipped  between  December  5,   1919,  and  February  28,   1920 
Asks  reparation. 

12767.  International  Lumber  Export  Co.,  Inc.,  Seattle,  Wash     vs 
Southern  Pacific.  Payne  et  al. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  cedar 
1  bolts  from  points  in  Oregon  to  Seattle,  Wash.,   for  export 
>  for  reparation  down  to  basis  of  rates  on  soft  pulpwood  and 
fuel  wood  from  points  of  origin  to  Portland,  Ore. 


No.   12768.     Electric  Point  Mining  Co.,   Northport,  Wash.,   vs.   Payne, 

""unjust!  unreasonable,  unduly  preferential  or  prejudicial  rates 
on  lead  ore  from  Boundary,  Wash.,  to  Midvale,  Utah.  Asks  repa- 

No.  ri2769.'     The   Tampa  Gas  Co.,   Tampa,   Fla.,   vs.    Southern,   Payne 

etUnjust  and  unreasonable  rate  on  foundry  coke  from  Osaka  Va., 
to  Tampa,  Fla.,  during  the  period  from  February  28  1919,  to 
August  29,  1919.  Asks  reparation  down  to  basis  of  subsequently 

No  T2TO>hSlfenrytH    Taylor  and  Edward  C.  Bostock,  receivers  of  Key 
'  West'Gas  Co.,  Key  West,  Fla.,  vs.  Southern,  Payne  et  al. 

Unjust  and  unreasonable  rate  on  foundry  coke  from  Osaka    Va 


to  Key  West,  Flawing  period  from  April  15,  1919    to  August  2 
1919.     Asks  reparation  down  to  basis  of  subsequently  established 

No.  TZ'T^L     Farmers'   Mfg.   Co.   et  al.,   Norfolk,  Va.,  vs.   Seaboard  Air 

'unjust    unreasonable  and  unduly  preferential  rates  on  gum  logs 
from  Severn,  N.  C.,  to  Norfolk,  Suffolk  and  Portsmouth   Va.    Asks 
for  reparation  down  to  basis  of  subsequently  established  rate. 
No.  12772.    The  Morgan  Lumber  Co.,  Inc.,  Nagrom,  Wash.,  vs.  North- 
ern  Pacific  and  Payne. 

Unjust    unreasonable  and  unjustly   discriminatory  rate   on   saw 
logs    from    Nagrom,    Wash.,    to    Selleck,    Wash.     Asks    reparation 
down  to  basis  of  subsequently  established  rate. 
No.  12773.    Union  Sulphur  Co.,  New  York  City,  vs.  Ahnapee  &  West 

"unjust  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  crude  sulphur  and  refined  sulphur  from  Sulphur 
Mine  La  to  points  in  the  South,  Southeast,  Official  Classification 
territory  and  Canadian  points.  Asks  for  just,  reasonable  and  non- 
discriminatory  rates  made  with  proper  relation  to  rates  from 
Texas  producing  points. 
No.  12774.  Republic  Iron  and  Steel  Co.,  Youngstown,  O.,  vs.  B.  &  O. 

Unjust   and  unreasonable   rate   of   $1.50   per   ton   of   2,000   Ibs.   of 
bituminous   coal    from   Russellton,    Pa.,    to    Youngstown,    O.      Asks 
just  and  reasonable  rates. 
No.   12775.     Foxley  Stave  and  Lumber  Co.,   New  Orleans,   La.,  vs.  L. 

Unjust,   unreasonable,   excessive   and  unduly   discriminatory   de- 
murrage charges  on  staves  and  other  forest  products  shipped  over 
defendant's    line    to    New    Orleans    for    export.      Asks    cease    and 
desist  order,  just  and  reasonable  demurrage  rules  and  reparation. 
No.  12776.     North  Manchester  Foundry  Co.,  North  Manchester,  Ind.,  vs 

Unjust  and  unreasonable  rates  on  sand  from  Louisville.  Ky.,  to 
North  Manchester.  Ind.  Asks  cease  and  desist  order,  just  and 
reasonable  rates  and  reparation. 


RATES,  C.  F.  A.  TO  SOUTHEAST 

The  move,  begun  in  January  last,  for  the  publication  of  joint 
through  rates  between  Central  Freight  Association  territory  on 
the  one  hand  and  Carolina  and  the  southeast  on  the  other,  has 
reached  the  stage  where  the  carriers,  being  unable  to  agree  with 
the  shippers,  have  decided  to  check  in  rates  made  in  accordance 
with  a  plan  they  outlined  in  a  conference  with  a  committee  of 
shippers,  of  which  H.  C.  Barlow  of  Chicago  is  chairman.  Rates 
are  to  be  checked  in  on  the  basis  of  differentials  over  the  Ohio 
River,  which,  it  is  claimed,  will  result  in  through  charges  sub- 
stantially less  than  the  existing  method  of  combinations  on  the 
Ohio. 

When  the  work  is  completed  it  will  be  submitted  to  the  Com- 
mission with  a  request  that  it  dispose  of  the  points  in  issue  be- 
tween the  carriers  and  the  shippers,  in  advance  of  the  filing  of 
tariffs.  The  carriers,  not  being  at  all  anxious  to  change  the  basis  of 
rates,  do  not  feel  like  preparing  tariffs  and  putting  them  on  the 
files  of  the  Commission  for  formal  disposition,  which  might  re- 
quire re-printing.  They  think  that,  informally  they  can  persuade 
the  Commission  that  what  they  have  to  offer  in  satisfaction  of 
the  demand  for  a  new  basis  of  rates,  is  fair  and  should  be  ap- 
proved when  the  Commission  has  disposed  of  disputed  points. 

At  a  conference  between  carriers  and  shippers  in  Chicago, 
May  10,  the  railroads  outlined  what  they  had  in  mind,  not  only 
as  to  the  through  rates  but  also  as  to  the  relationship  of  the 
classes  in  the  southeast.  Objection  was  made  by  the  shippers 
to  the  differential  basis  and  to  the  relationship  of  the  classes. 
The  only  thing  that  could  be  agreed  on  was  that  it  might  be  pos- 
sible to  submit  the  matter  to  the  Commission  and  get  such  an 
expression  of  opinion  as  would  enable  both  sides  to  see  that  there 
must  be  concessions  in  the  interest  of  an  agreement. 

Shippers  in  the  southeast  held  in  abeyance  plans  to  make 
an  assault  on  the  rate  structure  in  question,  when  negotiations 
were  begun  by  the  National  Industrial  Traffic  League  last  Novem- 
ber, looking  to  the  settlement  of  the  long  continued  policy  of 
armed  peace  between  the  roads  north  and  south  of  the  Ohio. 
Shippers  had  planned  a  formal  complaint  before  the  negotiations 
were  undertaken.  The  Southern  Traffic  League  was  organizing 
the  movement,  but  when  the  national  organization  took  a  hand 
in  the  matter  it  gladly  withheld  Its  own  complaint,  pending  the 
effort  to  come  to  a  peaceful  disposition  of  the  matter. 

After  the  negotiations  were  begun  the  carriers  devised  a 
scheme  of  rates  for  application  in  Mississippi  Valley  territory, 
in  which  they  undertook  to  establish  the  relationship  of  classes. 
They  embodied  what  they  called  the  Southern  Standard  Class 
Relationship  scheme  in  the  schedules  that  are  now  suspended  in 
I.  and  S.  No.  1303,  on  which  the  Commission  will  hear  arguments 
toward  the  end  of  June.  It  is  suggested  that  the  decision  of 
the  Commission  in  that  case  may  lay  the  foundation  for  the  re- 
vision of  through  rates  which  has  been  the  object  of  conferences. 
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EVERY  STEP 

From  Star!  to  Finish 

In  Both  Freight  Rate  and 
Classification  Change 

Is  Now  Promptly  Told  of 


In 


J he  Traffic  Bulletin 


The  Information  Regularly  Carried  in  This 
Publication  Includes  the  Following: 

1 — Released  Rate  Orders 

2 — Fourth  Section  Orders 

3 — Sixth  Section  Orders 

4 — Investigation  and  Suspension  Orders 

5 — Suspension  Orders  Vacated 

6 — New  Tariffs  and  Supplements  Filed  with  the  I.  C.  C. 

7— Tariffs  Rejected  by  the  I.  C.  C. 

8— Express  Tariffs  Filed  with  the  I.  C.  C. 

9 — Shipping  Board  Tariffs 
10 — Adoption  Notices 
11 — Central  Freight  Association  Docket 
12 — Central  Freight  Association  Hearings 
13— C.  F.  A.  Coal,  Coke  and  Iron  Ore  Docket 
14 — New  England  Freight  Association  Docket 
15 — New  England  Freight  Association  Hearings 
16 — Southern  Rate  Committee  Docket 
17 — Southwestern  Freight  Bureau  Docket 
18 — Southwestern  Freight  Bureau  Hearings 
19— Texas  Freight  Bureau  Docket 
20 — Trunk  Line  Association  Docket 
21 — Trunk  Line  Association  Hearings 
22 — Trunk  Line  Coal  and  Coke  Docket 
23 — Trunk  Line  Coal  and  Coke  Hearings 
24 — Perishable  Freight  Committee  Docket 
25 — Western  Trunk  Line  Docket 
26 — Western  Trunk  Line  Hearings 
27 — Transcontinental  Freight  Bureau  Docket 
28 — Southern  Ports  Foreign  Freight  Docket 
29 — Consolidated  Classification  Docket 
30 — Embargo  Notices,  Modifications  and  Cancellations 
31 — Steamship  Sailings 

Samples  and  fall  information  free  on  request 
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The  new  era  of  transportation 
demands  personal  service.  We 
undertake  to  render  this  service. 
Let  us  assist  you  in  solving  your 
transportation  problems.  Our 
organization  is  trained  and  facil- 
ities provided  for  this  purpose. 
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MKTTA* 


No  bothersome  large  terminals, 
coupled  with  through  freight 
trains,  assures  continuous 
movement  between  Missouri 
River  and  Mississippi  River 
gateways  and  Oklahoma, Texas 
and  Texas  Gulf  Ports.  Mark 
your  bill  of  lading  K.  O.  &  G., 
we  do  the  rest. 
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These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo., 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  6828. 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  X  3950. 

Mr.  F.  A.  Layman,  General  Agent, 

729  Wabash  Bldg.,  Pittsburgh,  Pa.    Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent, 

208  S.  La  Salle  St.,  Chicago,  111.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 
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Docket  of  the  Commission 


Not*.      Items  In  the  Docket  marked  with  an  asterisk  <»)  are .new, 

b-Ssfeaftaysar*  isa  Trftjawst 

this  Docket  will  be  noted  elsewhere. 

J7nT~6— Los    Angeles,    Calif.— Examiner   Hartman:  „ 

Valuation  Docket  26— San  Pedro,  Los  Angeles  &  Salt  Lake  R.  R. 

>*  *  B.  F-  et  al. 
.'  and  Director  Genera,, 
of  the  State  of  South  Da- 

Stock  Shippers'  League  et  al.  vs.  A.  T.  & 
S.  F.  et  al. 
June  6— New  York,  N.  Y.— Examiner  Paulson: 

12457— W.  M.  Evans  Dairy  Co.,  Inc.,  vs.  Director  General. 
12404— American  Nitro-Phospho  Corporation  vs.  A.  C.  L.  et  al. 
June  6 — Omaha,  Neb. — Examiner  Hunter:  „    •   ,-, 

12489—The  Reflnite  Co.  vs.  Director  General  and  C.  B.  &  Q. 
12471— L.  V.  Nicholas  Oil  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
June  6— Bowling  Green.  Ky.— Examiner  Witters: 
I.    and   S.    1329— Stone   from   Bowling   Green,   Ky.,    to    eastern   ana 

southern  points. 
June  6— Chicago,  111. — Examiner  Money: 

I    and  S.  1333 — Commodity  rates  on  brick  from  Danville  to  Bronson, 
'ill.' 

June  6— Wilmington,  N.  C.— Examiner  Barclay: 
12066— Construction  and  repair  of  railway  equipment  (Locomotive 

equipment  of  the  A.  C.  L.  B.  R,). 
June  7— New  York.  N.  Y.— Examiner  Paulson: 

12493 — F.  S    Smith  &  Son  vs.  Beaumont,  Sour  Lake  &  Western  et  al. 
12477— Massachusetts  Oil  Refining  Co.  vs.  B.  &  A.  et  al. 
June  7— Indianapolis,  Ind.— Examiner  Mullen: 

12458 — Capital  Warehouse  Co.  vs.  Director  General  and  111.  Cent. 
June  7 — Omaha,  Neb. — Examiner  Hunter: 

12486— National  Supply  Co.  vs.  C.  B.  &  Q.  et  al. 
June  8 — Ft.  Wayne,  Ind. — Examiner  Mullen: 

12427— Ft.  Wayne  Rolling  Mill  Corporation  vs.  A.  T.  &  S.  F.  et  al. 
12425— Ft.  Wayne  Rolling  Mill  Corporation  vs.  C.  M.  &  St.  P.  et  al. 
June  8 — Argument  at  Washington,  D.  O.: 
8845— Natchez  Chamber  of  Commerce  vs.  L.  &  A.  Ry.  et  al. 
8920 — Natchez   Chamber   of   Commerce   vs.    Arkansas,    Louisiana   & 

Gulf  Ry.  et  al. 
9036 — Natchez    Chamber   of   Commerce    vs.    Arkansas    &    Louisiana 

Midland  Ry.  et  al. 
11820— Missouri  Portland  Cement  Co.  vs.  Director  General. 

June  8— Omaha,  Neb. — Examiner  Hunter: 

12494— Skinner  Mfg.  Co.  vs.  O.  B.  &  Q.  et  al. 
June  9 — Norfolk.  Va. — Examiner  Barclay: 

12068— Construction  and  repair  of  railway  equipment   (Locomotive 

equipment  of  S.  A.  L.  Ry.). 
June  9 — New  York,  N.  Y. — Examiner  Paulson: 

12500— Chevrolet  Motor  Co.  of  New  York  vs.  G.  T.  W.  et  al. 

12501— Chevrolet  Motor  Co.  of  California  vs.  Mich.  Cent,  et  al. 

12502 — Chevrolet  Motor  Co.  of  St.  Louis  vs.  C.  &  E.  I.  et  al. 

12503— Chevrolet  Motor  Co.  of  New  York  vs.  G.  T.  W.  et  al. 
June  9 — Argument  at  Washington,  D.  C. : 

11659 — Marion  &  Eastern  R.  R.  Co.  vs.  C.  &  E.  I.  et  al. 

11366— Mercer  Valley  R.  R.  Co.  vs.  Pa.  R.  R.  Western  Lines  et  al. 

11850 — Superior  &  Southeastern  Ry.  Co.  vs.  Director  General.  C.  St. 

P.  M.  &  O.  Ry. 
June  10— Wichita,  Kan. — Examiner  Kephart: 

12414 — The  Vickers  Petroleum  Co.,  Inc.,  vs.  A.  T.  &  S.  F.  et  al. 

12414   (Sub.   No.   1)— The  Vickers  Petroleum  Co.,   Inc.,   vs.   A.   T.   & 

S.  F.  et  al. 
June  10— Argument  at  Washington.  D.  C.: 

12008 — Morgantown  &  Wheeling  Ry.  Co.  vs.  Pa.  R.  R.  et  al. 

11586— Amendt  Milling  Co.  vs.  N.  Y.  C.  et  al. 

11097— Gulf  States  Steel  Co.  et  al.  vs.  L.  &  N.  et  al. 

11097  (Sub.  No.  1)— Republic  Iron  and  Steel  Co.  vs.  L.  &  N.  et  al. 
June  10— El  Paso,  Tex. — Examiner  Flynn: 

12517 — El  Paso  Chamber  of  Commerce  vs.  A.  T.  &  S.  F.  et  al. 
June  10— «ioux  City,  la. — Examiner  Hunter: 

12402— Hanford  Produce  Co.  vs.  Director  General  and  American  Ry. 

Express. 
June  10— Chicago,  111.— Examiner  Seal: 

12465— Silica  Sand   Producers'   Traffic  Assn.   et  al.   vs.   C.   B.   &   Q. 
et  al. 

12495 — Silica  Sand  Producers'  Traffic  Assn.  et  al.  vs.  Pa.  R    R.  et  al. 

12496 — Silica  Sand  Producers'  Traffic  Assn.  et  al.  vs.  P.  M.  et  al. 
June  11— Chicago,  111.— Examiner  Seal: 

12468— Silica  Sand  Producers'  Traffic  Assn.  vs.  Pa.  R.  R.  et  al. 

12469 — Silica  Sand  Producers'  Traffic  Assn.  vs.  M.  K.  &  T    et  al 

12470 — The  Rock  Products  Traffic  League  vs.  B.  &  O.  et  al. 
June  11 — Pittsburgh,  Pa. — Examiner  Quevedo: 

12481 — H.  J.  Heinz  Co.  vs.  Director  General  and  Pa.  R.  R. 

June  11 — Argument  at  Washington,  D.  C.: 

I.  and  S.  1309— Transit  privileges  on  grain  at  Chicago  district  stop- 
over points. 

June  13 — Kalamazoo,  Mich. — Examiner  Hunter: 

12483 — J.  Hungerford  Smith  Grape  Juice  Co.  vs.  A.  T.  &  S.  F.  et  al. 
June  13—  Philadelphia,  Pa.— Examiner  Paulson: 

I.  and  S.  1337— Cement  to  Washington,  Baltimore  &  Annapolis  Elec- 
tric Ry.  stations. 

June  13— Deming.  N.  M.— Examiner  Flynn: 
12475 — Murray  &  Layne  Co.  vs.  A.  T.  &  S.  F.  et  al. 

June  13— Tulsa,  Okla.— Examiner  Kephart: 

}2£~~F.m,pire  Refineries,  Inc.,  et  al.  vs.  C.  R.  I.  &  p    et  al 
12466— Mid-Co.  Gasoline  Co.  vs.  M.  K.  &  T.  of  T.  et  al. 

June  13— Chicago,  111.— Examiner  Seal: 

507— Carnation  Milk  Products  Co.  vs.  A.  T.  &  S    F   et  al 
12511— Carnation  Milk  Products  Co.  vs.  a  N,  ' 


June  13— Washington,  D.  C.— Examiner  Agate: 

*  Finance  Docket  1105— Application  of  the  Detroit  &  Toledo  Shore  Line 

R.  R.  Co.  for  authority  to  issue  capital  stock  as  dividends. 
June  13— Chicago,  111.— Examiner  Butler: 
11818 — American  Wholesale  Lumber  Assn.  vs.  Aberdeen  &  Rockflsh 

11818  (Sub    No.  1) — Van  Cleave  Saw  Mills  Co.  vs.  Director  General. 
11818  (Sub.   No.  2) — Geo.  W.  Miles  Timber  and  Lumber  Co.  vs.  Di- 
rector General. 
11818   (Sub.   No.   3) — Berthold  &  Jennings  Lumber  Co.   vs.   Director 

11818  (Sub.  No.  4) — Robt.  Kamm  Lumber  Co.  vs.  Director  General. 
11818  (Sub.  No.  5) — The  Nicola,  Stone  &  Myers  Co.  vs.  Director  Gen- 
eral. 
11818    (Sub.    No.   6) — The   Myers-Parsons   Lumber   Co.    vs.    Director 

11818  (Sub.   No.  7) — The  Union  Wholesale  Lumber  Co.  vs.  Director 

General. 

11818  (Sub.  No.  8) — Burnaby  Bros.  Lumber  Co.  vs.  Director  General. 
11818  (Sub.  No.  9) — Chicago  Lumber  and  Coal  Co.  vs.  Director  Gen- 

11818  (Sub.  No.  10) — South  Arkansas  Lumber  Co.  vs.  Director  Gen- 
eral. 
11818  (Sub,  No.  11) — W.  T.  Ferguson  Lumber  Co.  vs.  Director  Gen- 

11818  (Sub.  No.  12) — Gloor-Ortmann  Lumber  Co.  vs.  Director  General. 
June  14 — Shreveport,  La. — Railroad  Commission  of  Louisiana: 

Finance    Docket    1252 — Application    of    the    Louisiana    &    Northwest 

R.  R.  Co.  for  a  certificate  of  public  convenience  and  necessity. 
June  14 — Chicago,  111. — Examiner  Seal: 

12515 — Swift  &  Co.  vs.  Kansas  City  Terminal  et  al. 
12223 — Armour  &  Co.  vs.  N.  P.  Ry.  et  al. 
June  14 — Buffalo,  N.  Y. — Examiner  Quevedo: 

12459 — White  Pine  Assn.  of  the  Tonawandas  et  al.  vs.  N.  Y.  C.  et  al. 
June  14 — Jackson,  Mich. — Examiner  Hunter: 
12461 — Peninsular   Portland   Cement    Co.    vs.    Director    General    and 

Cincinnati  Northern. 
12462 — Peninsular    Portland    Cement   Co.    vs.    Director    General   and 

Cincinnati  Northern. 
June  15 — Buffalo,  N.  Y. — Examiner  Quevedo: 

12476— Rogers  Brown  Iron  Co.  vs.  Director  General  et  al. 
June  15 — Los  Angeles,  Calif.— Examiner  Flynn: 

12467— Los  Angeles  Ice  and  Cold  Storage  Co.  vs.   C.  R.  R.   of  N.  J. 

et  al. 

10339 — Los  Angeles  Foundry  Co.  vs.  Arizona  &  New  Mexico  et  al. 
June  15 — Oklahoma  City,  Okla. — Examiner  Kephart: 
12460 — The  Oklahoma  National  Live  Stock  Exchange  et  al.  vs.  Abi- 
lene &  Southern  et  al. 
June  15— Argument  at  Washington,  D.  C. : 

11978— Bedford  Pulp  and  Paper  Co.  vs.  C.  &  O.  and  Director  General. 
11780 — Consolidated  Coal  Co.  of  St.  Louis  vs.  Director  General. 
11778 — Chicago-Springfleld   Coal   Co.   vs.   Director  General  and  I.   C. 

R.  R. 
11779 — Citizens'   Coal   Mining  Co.   vs.   Director  General,   I.   C.   R.   R. 

et  al. 

June  16 — Austin,  Tex. — Examiner  Healy: 

8418 — Railroad    Commission   of   Louisiana   vs.    Aransas    Harbor   Ter- 
minal Ry.  et  al. 

3918 — Railroad  Commission  of  Louisiana  vs.  St.  L.  S.  W.  et  al. 
8920 — Railroad  Commission  of  Louisiana  vs.  St.   L.  S.  F.  &  T.  et  al. 
I.  and  S.  710 — Eastern  Texas  class  rates. 
I.  and  S.  729 — Class  rates  to  Shreveport,  La. 

11764 — In  the  matter  of  intrastate  rates  within  the  state  of  Texas. 
June  16 — Chicago,  111. — Examiner  Seal: 

11935— Swift  &  Co.  vs.  Ft.  W.  &  D.  C.  et  al. 
June  16 — Washington,  D.  C. — Examiner  Quirk: 
11567 — The   Order  of  United  Commercial   Travelers   of  America  vs. 

Pullman  Co.  (further  hearing). 
June  16 — Detroit,  Mich. — Examiner  Hunter: 

12455 — Homer  Furnace  Co.  vs.  N.  Y.  C.  et  al. 
June  16 — Los  Angeles,  Calif. — Examiner  Flynn: 
12416 — Robert  E.  Leahy,  doing  business  under  firm  name  and  style 

of  Robert  E.  Leahy  Co.  vs.  Director  General  and  Sou.  Pac. 
June  16 — Argument  at  Washington,  D.  C. : 
11867 — 'Morris  &  Co.  vs.  Director  General. 
11785 — K.  C.  and  E.  S.  Gaynor,  trading  as  Gaynor  Bros.,  vs.  Director 

General  and  C.  M.  &  St.  P. 

11868— Northern  Potato  Traffic  Assn.  vs.  A.  T.  &  S.  F.  et  al. 
June  17— Cleveland,  O.— Examiner  Hunter: 

12431— The  Grasselli  Chemical  Co.  vs.  B.  &  O.  et  al. 

12505— iThe  Grasselli  Chemical  Co.  Vs.  Director  General  and  C.  R.  R. 

of  N.  J. 

12403 — The  Grasselli  Chemical  Co.  vs.  C.  &  O.  et  al. 
June  17 — Cincinnati,  O. — Examiner  Eddy: 

12514 — Frank  G.   Day,   doing  business  as  Frank  G.   Day   &   Co.,   vs. 

M.  &  O.  et  al. 

12434 — The  Procter  &  Gamble  Co.  vs.  B.  &  O.  et  al. 
12430 — The  M.  B.  Farrin  Lumber  Co.  vs.  Mo.  Pac.  et  al. 
June  17 — Chicago,  III. — Examiner  Seal: 

12423— Armour  &  Co.  et  al.  vs.  A.  C.  L.  et  al. 
Jun«  17 — Argument  at  Washington,  D.  C.: 

I907 — Cotto-Waxo  Co.  et  al.  vs.  Ann  Arbor  et  al. 
373 — Diamond  Alkali  Co.  vs.  Falrport,  Palnesville  4  Eastern  et  al. 
11B96— Hydraulic  Press  Brick  Co.  vs.  P.  C.  C.  &  St.  L.  et  al. 
June  18 — Auburn,  N.  Y. — Examiner  Quevedo: 
12522 — George  M.  Champlin,  receiver,  vs.  L.  V.  et  al. 

June  18 — Cleveland,  O.— Examiner  Hunter: 

12479 — American  Shipbuilding  Co.  et  al.  vs.  B.  &  O.  et  al. 

12479  (Sub.  No.  1)— Frank  A.  Scott  and  J.  O.  Eaton,  as  receivers  for 

the  Standard  Parts  Co.,  vs.  B.  &  O.  et  al. 
June  18— Argument  at  Washington,  D.  C.: 

11719 — Rock  Products  Traffic  League  vs.  C.  R    I.  &  P    et  al 

11504 — Rock  Products  Traffic  League,   Chicago.   111.,  vs.   C.   B.   &  Q. 

et  al. 
11683— The  Silica  Sand  Producers'  Traffic  Assn.  of  Illinois  vs.  C.  B. 

&  Q.  et  al, 
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T^CONTINENTALW 
COMMERCIAL 

BANKS 

CHICAGO 

La  Salle,  Adams,  Quincy  and 
Wells  Streets 

Invested  Capital  More  Than  Fifty-five  Millions 


'"PHE  Traffic  Department 
A  of  these  Banks  is  espe- 
cially equipped  to  assist  manufacturers, 
merchants  and  shippers  in  preparing 
documents,  routing  shipments,  and 
in  other  problems  incident  to  foreign 
and  domestic  commerce. 

You  are  in-vited  to  make  full  use 
of  our  Traffic  Department 


W.  A.  DUNNETT 


Traffic  Advisor 


* 


North  China  Line 


(Columbia  Pacific  Shipping  Company) 

OF 

PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,   Tientsin    (Taku    Bar), 

Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama  and  Kobe 

Sailing*  Erery  Twantjr-on*  Days  From 

PORTLAND,  OREGON 
(ALL  AMERICAN  nax  A-l  Si«.l  St.am.r.i 

SS  "VINITA"  June  6 

SS  "WEST  KADER"  June  «7 

SS  "WEST  KEATS"  July  18 

SS  "WEST  NIVARIA"  August  8 

Transhipment   at   Shanghai   to   American    River  steamen   for 

Nanking.    Pukow,    Hankow   and    other    open 

YangUe   River   ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 

Sudden  &  Christenson 

General  Eattern  Agents 

44  Whitehall  St.,  New  York  City 
or 

Columbia  Pacific  Shipping  Company 

General  Office* 

Board  of  Trade  Building,  Portland,  Oregon 


The  Most  Complete  File 

of  both 

Current  and  Canceled  Tariffs 

and  the  best 

TRAFFIC  REFERENCE  LIBRARY 

In   the    florid  Are  Available  to    Our   Experts 


When  you  need  Rate  Compilations  or  Comparisons,  Traffic  Analyses,  Statistical 

or  Historical  Data,  we  can  serve  you. 


Special  Service  Department 

THE   TRAFFIC    SERVICE   CORPORATION 


505   COLORADO   BLDG. 


WASHINGTON,  D.  C. 
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June  20— Argument  at  Washington,  D.  C.: 

12066— Construction    and    repair   of    railway    equipment    (locomotive 

equipment  of  the  Pa.  R.  R.  and  affiliated  lines). 
June  20— Albany,  N.  Y.— Examiner  Quevedo: 

12480 — Davison  &  Namack  Foundry  Co.  v«.  Pa.  R.  R.  et  al. 
June  20— Cleveland,  O.— Examiner  Hunter: 

12490 — National  Petroleum  Assn.  et  aL  vs.  Pa.  R.  R.  et  al. 
June  20— St.  Louis,  Mo.— Examiner  Eddy: 

12464— Monsanto  Chemical  Works  vs.  A.  T.  &  S.  F.  et  al. 

12463 — Monsanto  Chemical  Works  vs.  B.  &  O.  et  al. 

BILL  TO  REMOVE  PULLMAN  SURCHARGE 
Representative  Burdick  has  introduced  a  bill  (H.  R.  6612) 
amending  paragraph  4  of  Sec.  1  of  the  Interstate  Commerce  Act 
by  adding  the  following  sentence:  "It  shall  be  unlawful  for  any 
such  carrier  to  demand,  charge  or  collect  from  any  person,  for 
transportation  subject  to  the  provision  of  this  act  in  any  parlor 
car  or  sleeping  car,  any  fare  in  addition  to  that  demanded, 
charged,  or  collected  for  transportation  in  a  day  coach,  but  this 
shall  not  prevent  just  and  reasonable  charges  for  the  use  of  ac- 
commodations in  parlor  or  sleeping  cars."  The  proposed  amend- 
ment strikes  at  the  surcharge  of  50  per  cent  on  travel  in  Pull- 
man cars,  which  was  authorized  by  the  Commission  under  Ex 
Parte  74. 

MISSOURI-ILLINOIS  R.  R.  STOCKS  AND  BONDS 

The  Commission  has  authorized  the  Missouri-Illinois  Railroad 
Co.,  In  Finance  Docket  1272  to  issue  at  par  for  cash  $1,500,000 
worth  of  capital  stock;  and  to  issue  and  sell  at  par  $300,000  of 
first  mortgage  seven  per  cent  bonds.  This  is  the  new  company 
that  took  over  the  property  of  the  Illinois  Southern  Railroad.  The 
proposed  issue  is  to  put  it  on  at  basis  to  operate  the  property. 
It  has  been  estimated  that  an  expenditure  of  $300,000  will  be 
necessary  to  place  the  railroad,  which  is  133.4  miles  long,  in 
proper  operating  condition.  It  was  badly  deteriorated  in  the  last 
months  of  its  operation  by  the  bankrupt  Southern  Illinois. 


EXPRESS  CLASSIFICATION    IN   ILLINOIS 

The  American  Railway  Express  Company  has  asked  the 
Illinois  commission  for  permission  to  put  into  effect,  June  20,  for 
application  on  intrastate  traffic,  Official  Express  Classification  No. 
27,  which  has  been  in  effect  on  interstate  traffic  since  February 
4,  1921.  A  synopsis  and  an  explanation  of  the  changes  which 
would  result  from  the  application  of  this  classification  to  intra- 
state traffic  has  been  sent  out  by  the  Illinois  commission  with 
the  request  that  any  objections  thereto  be  made  to  the  commis- 
sion at  once. 


GERMAN   SHIPS   FOR  SALE 

Six  of  the  ex-German  vessels  of  which  the  United  States 
obtained  possession  when  the  war  with  Germany  began  have 
been  offered  for  sale  by  the  Shipping  Board.  Bids  will  be  re- 
ceived up  to  10:30  a.  m.  June  10.  The  vessels  are  the  Mercury 
(ex-Barbarossa),  cargo  and  passenger,  of  10,350  deadweight  tons; 
the  Nansemond  (ex-Pennsylvania),  cargo  and  passenger,  of  15,002 
deadweight  tons;  the  Porto  Rico  (ex-Moccasin),  cargo  and  pas- 
senger, of  4,760  deadweight  tons;  the  Otsego  (ex-Prinz  Etel 


Frederick),  cargo,  of  5,160  deadweight  tons;  the  Arapahoe  (ex- 
Steinbeck),  cargo  sailing  vessel,  of  3,000  deadweight  tons;  and 
the  Tonawanda  (ex-Indra),  cargo  sailing  vessel,  or  2,847  dead- 
weight tons. 


B.   &  O.  ASSUMES  S.  A.   L.   LIABILITY 

The  Commission,  in  Finance  Docket  No.  1215,  has  author- 
ized the  Baltimore  &  Ohio  to  assume  liability  to  the  extent  of 
68.64  per  cent  of  $900,000  worth  of  equipment  trust  certificates 
issued  by  the  Seaboard  Air  Line  when  it  bought  sixteen  Mallet 
and  ten  Sante  Fe  type  locomotives.  The  Seaboard  could  not 
use  the  Mallets,  so  it  sold  them  to  the  B.  &  O.,  retaining  the 
Santa  Fe  type  engines.  The  Mallets  have  been  transferred  and 
this  authorization  transfers  the  debt  from  the  Seaboard  to  the 
B.  &  O. 


ORE-WASH.  R.  R.  &  NAV.  CO.  BONDS 

The  Union  Pacific  and  the  Oregon-Washington  Railroad  & 
Navigation  Company  has  applied  to  the  Commission  for  authority 
to  guarantee  the  principal  and  interest  of  $14,755,500  of  Oregon- 
Washington  Railroad  &  Navigation  Company  first  and  refunding 
mortgage  4  per  cent  bonds  which  are  to  be  delivered  to  W.  A. 
Clark  as  part  of  the  payment  to  him  for  his  half  interest  in  the 
Los  Angeles  &  Salt  Lake,  which  he  has  agreed  to  sell  to  the 
Union  Pacific,  which  owns  the  other  half  of  the  L.  A.  &  S.  L. 


B.  &  O.  LOANS  AND  BONDS 

The  Baltimore  &  Ohio  and  its  subsidiaries  have  jointly  ap- 
plied to  the  Commission  for  authority  nominally  to  issue  $1,624,- 
000  of  B.  &  O.  first  and  refunding  mortgage  six  per  cent  bonds 
and  a  like  amount  of  the  bonds  of  the  subsidiaries,  to  reimburse 
the  treasury  for  expenditures  and  to  be  pledged  under  the  mort- 
gage as  security  for  short-term  loans  from  time  to  time. 


LOAN  TO  WICHITA  NORTHWESTERN 
Authority  to  place  a  first  mortgage  of  $600,000  on  its  prop- 
erty to  secure  the  government  for  a  loan  of  $381,750  is  requested 
by  the  Wichita  Northwestern  Railway  Company  in  an  application 
filed  with  the  Commission.  The  loan  will  be  applied  on  an  out- 
standing mortgage  of  $250,000  and  on  additions  and  betterments. 


RAILROAD  LEGISLATION   PROPOSED 

A  bill  (S.  1897)  amending  paragraph  (4)  of  section  1  of  the 
interstate  commerce  act  so  that  imposition  of  the  surcharge  on 
travel  in  Pullman  cars  would  be  made  unlawful  has  been  intro- 
duced by  Senator  New  of  Indiana.  A  similar  bill  was  introduced 
recently  in  the  House  by  Representative  Burdick. 

Senator  Knox  has  offered  an  amendment  to  the  bill  (S.  1876) 
modifying  section  10  of  the  Clayton  anti-trust  act  under  which 
dealings  between  a  common  carrier  and  another  corporation  the 
ownership  of  which  is  substantially  the  same  would  be  exempted 
from  the  provisions  of  the  bill. 

Representative  Connally  of  Texas  has  introduced  a  bill 
(H.  R.  6642)  providing  for  the  repeal  of  the  rate-making  section 
of  the  transportation  act. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate    and    Foreign    Commerce 

§p«clallft  *  Counsellor 

Bate  Amljil.-a.lmj 

TraMDOrUuo*  971  8PIT2ER  BLDQ. 

Tnakan Arrangements— Demurrage     TOLEDO    OHIO 

taenl  Mitten  Relating  to  Bute. 

InUnUU  and  Foreign  Common* 


H.  BROWN  OKOROE  L.  BOYLE 

BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  Adjustment! 

and  Practice  before  the  Interstate 

Commerce  Commission. 

Southern  Buildlni,  Wuhlnftan.  D.  C 

Telephone  Main  8704 

GEO.    T.    BELL 

COMMERCE  COUNSEL 

1*19-1921,  Executive  Vice-President,  North- 
f.™1  W?nst  vlrK'nla  Coal  Operators'  Associa- 
tion: 1814-1919,  Attorney-Examiner,  Inter- 
State  Commerce  Commission;  1909-1919 
Commerce  Counsel  for  various  commercial 
organizations  and  shippers  of  Missouri  River 

MUNSEY  BUILDING,  WASHINGTON,  D.  C. 


CHARLES  H.  LAMPEN 
Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


Hickoz  Bldg., 


CLEVELAND,  o. 


CHAS.  E.  COTTERILL 

COMMERCE  COUNSEL 

Suite    11 2O    Hurt    Building 

ATLANTA,  GA. 

CLYDE  N.  THOMPSON 

INDUSTRIAL  TRAFFIC   MANAGER 

All     Traffic     and     Transportation     matters. 

Traffic  Service  Rendered  on  monthly 

basis.   Correspondence  solicited. 

MOREHEAD,    KY. 


KARL  KNOX  GARTNER 

(For  a  number  of  yean  Attorney  and  Bxaminer,  InUntaU 
Commerce  Commission,  and  prior  thereto  engaged  In  the 
practice  of  law  at  Louisville,  Ky.) 

Special  attention  to  matters  before  the  Interstate 
Commerce  Commission,  Income  Tax  Unit,  Federal 
Trade  Commisnioa,  United  State*  Shipplx  Board, 
Federal  Court*. 

701-706  WOODWAB.D  BLDG.,  WASHINGTON 


Wilbur  LaRoe,  Jr. 

Commeroe  Counsel 
Southern  Building        Washington,   D.  C. 


EDWARD  A.  HAID 

ATTORNEY    AT    LAW 

1411-16    Liberty    Central    Trust    Building, 

St.  Louis,  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claims. 
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MID- WEST  Box  COMPANY 


Look  for 

the 
Trade  Mark 


Use 

Triple  Tape 
Corners 


Corrugated 
Fibre-Board 
Products 

Solid  Fibre 

Containers 

MID-WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 


GENERAL  OFFICES: 
1337  Conway  Building  Chicago,  111. 

FACTORIES: 
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^PORTLAND 


Dependable 
Transpacific  Freight  Service 

REGULAR  SERVICE  fc^,^^:rSk  B0a,d.  FREQUENT  SAILINGS 

From  SEATTLE  To 

Yokohama,  Kobe,  Shanghai,   Hong  Kong,  Manila,  Singapore, 
Dairen,  and  *Vladivostock 

•Vessels  will  make  direct  call  if  offerings  justify. 

SAILINGS  FROM  SEATTLE 

"SS  KEYSTONE  STATE,  June  18         **SS  SILVER  STATE,  July  9          **SS  WENATCHEE,  July  30 
SS  CITY  OF  SPOKANE,  June  27  SS  EDMORE,  July  20 

"Combination  freight  and  passenger  (Length  535  feet;  21,000  tons  displacement;  speed  l?H  knots). 

From  PORTLAND  To 
.Yokohama,  Kobe,  Shanghai,  Hong  Kong,  Manila  and  Dairen 

Direct  connections  at  Hong  Kong  with  Feeder  service  to  Saigon,  Singapore,  Samarang,  Soerabaia,  and  way  ports. 

SAILINGS  FROM  PORTLAND 
SS  MONTAGUE,  June  20      SS  ABERCOS,  July  16      SS  PA WLET, 'August  11      SS  COAXET,  Sept.  6 

For  Sailing  Dates,  Kates,  Detailed  Information  Apply  to 

142  South  Clark  Street,  Chicago  17  State  Street,  New  York 

M.  J.  WRIGHT,  Freight  Traffic  Manager,  Seattle 
L.  L.  BATES,  Foreign  Freight  Agent,  Seattle 

All  Cities  Pacific  Coast  and  Orient 


Coastwise 
Sailings 

BETWEEN 

Seattle,      Tacoma, 
Victoria,     Vancouver, 
Portland,  San  Francisco, 
San  Diego,  Los  Angeles, 

and  all 
Alaska  Points. 


AMERICAN      OWNED     AND      OPERATED 


ADMIRAL  LINE 


ANYWHERE       ON      THE       PACIFIC 


PACIFIC        STEAMSHIP      COMPANY 


1 


.Inn.'    11.    IHL'I 
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GENERAL  AMERICAN  CARS 


Standard  40  Ton  Stock  Car 


A  Car  for  Every  Industry 


As  purchasing  agents  are  wont  to  base  their  preferences 
on  the  cold  facts  and  figures  of  maintenance  statistics, 
the  very  noticeable  representation  of  "G  A"  cars  in  any 
large  terminal,  bearing  the  names  of  big  railroads  or  big 
shippers,  is  highly  significant  of  their  superiority. 

The  General  American  Car  Company  designs,  builds  or 
repairs  all  types  of  cars  for  the  shipment  of  either  solid 
or  liquid  commodities,  and  serves  the  railroads,  the  ship- 
per and  the  public  not  only  by  manufacturing  cars  but  by 
constantly  improving  methods  of  construction  and  mak- 
ing possible  better  and  cheaper  transportation. 

As  an  incident  of  its  service  the  Company  invites  execu- 
tives of  railroad  and  manufacturing  corporations,  who  are 
interested  in  car  construction  from  any  angle,  to  consult 
the  Company's  engineering  staff  at  any  time  in  regard  to 
specific  problems,  no  compensation,  of  course,  being  ex- 
pected for  such  a  consultation. 


Subsidiary  of  the  General  American  Tank  Car  Corporation 

General  Offices:  Harris  Trust  Building,  Chicago 

Plant*  at:  East  Chicago.  Ind.;  Sand  Spring«.  Okla.;  Warren,  Ohio 
Sale.  Offices:  17  Battery  Place.  New  York;    24  California  St..  San  Francisco 
Cable  Address:  "Gentankar.  Chicaso"      All  Code* 
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LUCKENB ACH  LINES 

Express  Freight  Service 

U.  S.  Mail  Steamers  Twin  Screw  American  Steamers 


New  York 

New  York 
Philadelphia 


Rotterdam 
Rotterdam 


Hamburg 

Amsterdam 
Amsterdam 


PhHaShial    P«rt  of  Los  Angeles      San  Francisco 

Through  Bills  of  Lading  issued  to  and  from  Hawaiian  Islands  and  North  Pacific  Ports 

GENERAL  OFFICES:  44  Whitehall  Street,  New  York 


CHICAGO,  Marquette  Building 
T.  J.  McGEOY 

General  Western  Freight  Agent 


MINNEAPOLIS,  Metropolitan  Life  Building 
C.  H.  DRINKWATER 

Northwestern  Freight  Agent 


Philadelphia 
Lafayette  Building 


Los  Angeles 
Central  Building 


St.  Louis 
Pierce  Building 


San  Francisco 
Merchants  Exchange 


Wetzel  Drop  Front  Tariff  Files 

(PATENTED) 

Every  Tariff   In   its   place   at   ttie    right    time    saves    money. 
Can  you   afford  to  do  business  without  them? 


SATISFIED  CUSTOMERS  IN  THE  AUTOMOBILE  LINE  : 

Chevrolet  Motor  Company,  New  York  City. 

Dodge   Brothers,   Detroit. 

Continental   Motors  Corporation,   Muskegon. 

Ford   Motor  Company,  Detroit. 

Liberty   Motor  Car  Company,   Detroit. 

Lexington    Motor   Company,    Connersville,    Ind. 

Maxwell   Motor  Company,  Detroit. 

Packard   Motor  Car  Company,  Detroit. 

Republic  Motor  Truck  Company,  Alma,   Mich. 

Scripps- Booth   Corporation,   Detroit. 

C.   H.  Wills  &  Company,   Marysville.   Mich. 

Willys  Corporation,   Elizabeth,  N.  J. 


A  STACK  OF  WETZEL  DROP  FRONT  TARIFF  FILE  SECTIONS 
(Measuring  outsi<!r  45  inches  wide,  57?'4  inches  high  and  13  inches  deep) 

A  Tariff  File  that  gives  100%  service  for  a  life- 
time is  a  necessary  and  paying  investment. 

Write   Today  for  Information 

P.  A.  WETZEL  COMPANY 

General  Office  and  Factory:  Springfield,  Illinois 
City  Salesrooms:   1351  Marquette  Building,  Chicago 

Telephone:  Central  2845 


— Tl— Top  Section. 


-T2 — T  a  r  i  ff  file 
Section  with 
24  —  2  inch 
Drop  Front 
Drawers. 


-T3— T  a  r  i  ff  file 
Section  with 
16  —  3  inch 
Drop  Front 
Drawers. 

-T5— S  1  i  d  i  n  g 
Shelf  S  e  c- 
tion. 


_T4 — T  a  r  i  ff  file 
Section  with 
12—4  inch 
Drop  Front 
Drawers. 


_T6 — Two  -  drawer 
Storage  Sec- 
tion, 


_T7 — S  a  n  i  t  ary 
Base  Sec- 
tion. 
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THE  REDUCED  RATE  ISSUE 
\Yc  rejoice  to  be  able  to  say  that  President  Harding 
ins  now  to  have  come  to  the  right  view  of  the  rate 
situation.  If  that  statement  carries  with  it  any  suspicion 
that  it  is  not  President  Harding  who  has  changed  his 
views  but  The  Traffic  World  that  was  in  error  in  inter- 
preting them,  we  shall  undergo  the  suspicion  with  forti- 
tude and  cheerfulness  in  view  of  the  improved  situation 
caused  by  the  knowledge  that  the  chief  executive  is  now 
on  the  right  track,  wherever  he  may  have  been  at  first. 
Of  course,  however,  there  was  no  doubt  as  to  the 
President's  former  attitude,  which  was,  as  shown  by  his 
public  announcements  and  his  private  expositions  of  his 
views,  that  the  general  level  of  freight  rates  was  too  high 
and  that  it  must  come  down  as  a  means  of  restoring 
business  to  normalcy.  But  one  fine  day  recently  he  put 
on  his  hat  and  strolled  over  to  the  offices  of  the  Inter- 
state Commerce  Commission  to  talk  about  freight  rates 
and  other  things.  There  was  no  threat  of  the  "big  stick" 
in  his  action  but  he  was  understood  to  be  pretty  thor- 
oughly impressed  with  the  idea  that  rates  ought  to  come 
down  and  he,  at  least,  wanted  information  from  the  Com- 
mission as  to  why  they  did  not  or  could  not  come  down. 
The  proceedings  of  that  informal  conference  were 
not  made  public  and  one  may  not  venture  to  record  the 
processes  of  the  Presidential  mind.  But  it  is  at  least 
known  that  the  Commission  surprised  the  President  with 
a  mass  of  information  as  to  reductions  that  had  been 
made  in  the  ordinary  course  of  business,  without  pub- 
licity, except  in  journals  like  The  Traffic  World.  The 
President  expressed  astonishment  not  only  at  the  num- 
ber of  reductions  that  had  been  made  but  at  the  fact 
that  so  little  was  known  about  them.  It  is  not  known 
that  the  Commission  or  individual  members  of  it  talked 
the  President  out  of  his  idea  that  there  should  be  a  gen- 
eral reduction,  but  it  may  well  be  guessed  that  this  was 
what  happened.  At  any  rate,  since  that  conference  Pres- 
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ident  Harding,  without  any  statement  to  the  effect  that 
lie  has  changed  his  mind,  has,  nevertheless,  in  his  dis- 
cussions of  the  matter,  showed  that  his  views  have 
changed  and  that  he  now  believes  there  can  !>••  no  gen- 
eral reduction  and  that  where  reductions  ought  to  be 
made  the  matter  can  be  left  to  the  Commission,  where 
negotiations  between  shipper. and  carrier  fail.  That,  of. 
course,  is  the  correct  view.  It  is  important  that  the 
President  have  the  proper  view  because  there  has  been, 
perhaps,  no  other  one  thing  so  strengthening  to  the  cause 
of  those  who  insisted  on  a  general  cut  as  the  fact  that 
the  President  of  the  United  States  was  with  them.  Now 
that  cause  is  championed  only  by  associations  of  farmers, 
scattered  individual  shippers,  or  small  trade  organiza- 
tions, and  is  opposed  by  the  great  body  of  shippers  as 
well  as  by  the  carriers  and  unbiased  authorities. 

We  have  no  doubt  that  the  President  put  himself  on 
record  in  favor  of  a  general  rate  reduction  without  giv- 
ing much  intensive  study  to  the  matter.  He  was  im- 
pressed by  the  fact  that  some  rates  seemed  to  be  so  high 
as  to  be  obstructive  of  business  and  he,  therefore,  per- 
mitted himself  the  same  looseness  of  thought  and  speech 
that  has  been  responsible  for  the  errors  of  others.  They 
confuse  high  rates  on  specific  commodities  or  m  specific 
localities  with  high  rates  generally. 

Following  is  an  editorial  from  the  "Marion  Star,"  the 
paper  owned  by  President  Harding,  published  before  his 
conference  with  the  Interstate  Commerce  Commission 
and  throwing  some  additional  light  on  his  former  atti- 
tude : 

Last  fall,  when  the  Interstate  Commerce  Commission  yielded 
to  the  plea  of  the  railroads  for  an  increase  of  twenty  per  cent 
in  freight  rates,  railroad  executives  held  to  the  belief  that  their 
revenues  would  be  increased  to  a  considerable  extent.  The  oppo- 
site has  been  the  effect. 

That  the  increase  in  freight  rates  has  had  something  to  do 
with  existing  industrial  and  business  conditions  is  almost  gen- 
erally admitted.  The  railroads  find  themselves  in  the  situation  of 
the  man  who  killed  the  goose  that  laid  the  golden  eggs.  They 
have  the  higher  freight  rates,  but  they  do  not  have  the  business 
from  which  to  collect  them.  Shipping  costs  have  reached  a  point 
that  makes  them  a  real  factor  in  the  transaction  of  business. 

The  rate  on  lemons  from  California  is  almost  equal  to  the 
price  for  which  foreign-grown  lemons  are  selling  in  New  York 
City.  It  will  easily  be  seen  that  lemons  are  not  shipped  from 
California  to  the  east  and  the  railroads  are  getting  no  revenues 
from  such  shipments.  The  Interstate  Commerce  Commission  is 
considering  a  lowering  of  freight  rates,  with  the  object  of  giv- 
ing some  aid  to  industry  and  business  by  lowering  the  operating 
costs,  and  at  the  same  time  add  to  the  incomes  of  the  reilro 
by  increasing  the  shipping  business. 

The  most  illuminating  figures  that  have  come  to 
attention   concerning  the  question   of  the  effect   of  high 
rates   on    the   movement   of   traffic   are    tho-r   offered   by 
Kdward   Chambers,   vice   pu-ident  of  the   Santa    Fe.  be- 
fore  the   Senate  committee.     They   have  been   published 
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To  the  Industrial  Traffic  Manager 


The 
Serves 


ulf 

ulfporl 


orthern 
e  w  Orleans 


ITS  SPECIALTY:  Dependable  Freight  Service. 

ITS  AMBITION :  To  serve  you. 

ITS  INVITATION:  To  try  the  route. 

IN  RETURN:  Courteous  treatment,  expedited 
service  and  a  personal  interest  in  your 
shipments  from  origin  to  destination. 


"THE    ROAD    OF    SERVICE" 


^SSSffi 


San  Diego  &  Arizona  Railway 

THE    SAN    DIEGO    SHORT    LINE 
Offers  a  New  Direct  Route  Between  San  Diego  and  Eastern  Cities 

This  new  line  in  connection  with  Southern  Pacific  and  its    Eastern  connections  forms  the 
shortest  transcontinental  line  to  any  California  port.     GIVE  IT  A  TRIAL. 

From  CHICAGO  :  Through  package  cars  in  connection  with  Rock  Island,  El  Paso  &  Southwestern,  Southern 

Pacific,  care  S.  D.  SB  A.,  El  Centra. 

From  NEW  ORLEANS,  KANSAS  CITY,  ST.  LOUIS:  Excellent  service,  without  delay,  to  San  Diego. 
From  NEW  YORK:  Sou.  Pac.  S.  S.  Line  (Morgan  Line),  care  S.  D.  &  A.,  El  Centre. 
From  other  points:  Direct  line  to  Southern  Pacific,  care  S.  D.  &  A.,  El  Centra. 

For  information  as  to  rates,  routes,  service,  etc.,  ask  any  railway  agent,  or  address: 

CAM    HIP^O    Sir     ARIZONA     R  All   WAY       <San    HlPaO      Calif 
OAll    LMUjU    <X    AIVlLUllA    1\  AIL  Tf  A  I  ,    OaD    LMCgO,    \sdlll. 


B.  '  DORSE  Y.^2Stt"t  xlaffi?  Manager 
A.  D.  HAGAMAN.  Dittrict  Freight  Kid  Passenger  Agent 


June  11,  1821 
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in  The  Traffic  World.  He  took  up  a  number  of  heavy 
moving  commodities  and  showed  that  under  the  high 
rates  tin-  movement  was  heavier  than  or  about  as  heavy 
a^  under  the  low  rates.  We  have  no  doubt  that,  though 
his  figures  may  be  correct,  persons  who  disagree  with 
him  will  find  some  means  of  attacking  the  infcrei 
drawn  from  them.  But  they  seem  to  show,  at  least,  that 
the  high  rates  caused  no  great  falling  off  in  traffic,  though 
as  to  how  much  heavier  traffic  might  have  been  had  rates 
not  been  advanced,  one  may  speculate  as  much  as  he 
chooses.  He  cannot  prove  himself  right  nor  caa  anyone 
prove  him  wrong.  Mr.  Chambers  might  have  added  to 
the  points  made  by  him  that  if  the  high  freight  rates 
were  really  a  controlling  cause  of  the  slump  in  business 
that  slump  would  probably  have  shown  itself  before  De- 
cember, the  rate  advance  having  gone  into  e licet  August 
26. 

Now,  with  the  issue  clearing  as  to  the  effect  of  high 
rates  and  the  wisdom  of  a  general  cut  in  rates  as  com- 
pared with  a  policy  of  leaving  the  rate  matter  to  the 
Commission,  trusting  it  to  make  reductions  where  rates 
are  unreasonable  or  suppressive  of  business,  we  wish 
there  could  be  something  done  to  put  a  stop  to  the  prac- 
tice by  aggrieved  shippers  of  running  to  their  congress- 
men or  senators  or  to  President  Harding  with  their  trou- 
bles, and  of  those  senators  and  congressmen  of  making 
the  cause  of  their  constituents  their  own  by  making 
speeches  on  the  floor  and  offering  resolutions  condemn- 
ing the  high  freight  rates.  Of  course,  it  is  a  citizen's 
inalienable  privilege  to  write  to  his  congressman  or  sen- 
ator or  his  President  afcout  anything  he  pleases.  It  is 
also  the  privilege  of  the  representatives  of  the  people  in 
Congress  to  make  speeches  about  anything  that  occurs 
to  them.  But  we  wish  it  would  occur  to  them  that  they 
would  be  doing  their  constituents  and  their  country  a 
much  better  service,  in  addition  to  saving  many  pages 
of  white  paper,  if  they  would,  instead  of  filling  the  rec- 
ord with  remarks  on  a  subject  about  which  they  have 
little  information,  explain  to  their  constituents  that  the 
way  to  proceed  is  by  negotiation  with  the  carriers  and, 
if  that  fails,  then  by  complaint,  formal  or  informal,  to 
the  Commission.  But  we  have  little  hope  of  the  repre- 
sentatives and  senators.  They  are  likely  to  continue 
making  speeches  and  offering  resolutions  when  they 
think  those  things  will  make  good  reading  back  home. 
We  do,  however,  hope  that  the  President  will  not  far- 
ther concern  himself  with  the  details  of  rate  making  and 
that  the  Commission  will  tell  individual  members  of 
Congress  who  try  to  exert  pressure  in  the  interest  of 
their  constituents,  that  it  settles  rate  questions  on  their 
merits  as  those  merits  appear  after  presentation  by  per- 
sons with  information,  and  not  in  order  to  please  some 
congressman  who  is  trying  to  do  a  favor  for  some  one 
who  voted  for  him  or  may  vote  for  him  in  the  future. 
The  President  has  spoken  for  less  politics  in  business 
and  more  business  in  politics.  Here  is  a  chance  to  help 
him  and  for  him  to  help  himself  get  the  former. 

An  example  of  how  little  the  question  of  reduced 
freight  rates  is  understood  or  how  it  may  be  twisted  to 
suit  the  purposes  of  various  interests  is  furnished  by  the 
following  statement,  issued  by  J.  R.  Howard,  president 
of  the  American  Farm  Bureau  Federation,  with  reference 


to  the  proposed  reductions  by  transcontinental   lines  in 
rates  from  the  Pacific  co. 

Twenty  per  cent  reduction  In  railroad  rates  from  the  Pacific 
coast  where  the  haul  In  In  competition  with  water  transport*- 
tlon  demonstrate**  that  the  railroad  can  profitably  lower  charge* 
applicable  to  the  Inter-mountain,  middle  went,  and  other  regions. 
This  reduction  In  rates  virtually  la  an  admission  that  the  rail- 
roads are  making  money  or  that  they  expect  to  increase  their 
revenue  through  greater  traffic  caused  by  lower  rates.  This 
Is  an  Interesting  admission  for  If  decreased  rates  will  bring 
more  business  from  the  Pacific  coast  the  same  must  be  true  of 
the  middle  west  and  Inter-mountain  states.  The  members  of  the 
American  Farm  Bureau  Federation,  and  the  farmers  generally 
demand  that  there  be  a  reduction  of  rates  throughout  the  en- 
tire country. 

We  have  repeatedly  called  to  the  attention  of  the  railroads 
and  the  public  our  belief  that  a  reduction  in  rates  would  result 
in  very  material  increase  in  the  volume  of  traffic  which  prob- 
ably would  fully  equal  the  loss  in  revenue  from  the  freight 
higher  rates.  If  the  railroads  are  going  to  make  the  farmers 
and  consumers  of  the  middle  west  pay  for  the  reduction  and  cost 
of  freight  from  the  far  west  wherever  water  competition  enters 
into  rate  making,  we  wish  to  know  it,  for  it  Is  our  belief  that 
transportation  rates  on  a  great  many  commodities  should  be  re- 
duced not  only  where  water  competition  is  available,  but  gen- 
erally throughout  the  United  States. 

Of  course,  the  proposed  reduction  in  transcontinental 
rates,  proper  or  improper,  does  not  demonstrate  at  all 
that  the  railroads  can  profitably  lower  other  rates.  Any 
statement  to  that  effect  would  seem  to  show  cither  wil- 
ful misstatement  or  woeful  ignorance.  The  proposals 
made  by  the  carriers  are  the  result  merely  of  the  fact 
that  they  are  losing  business  by  reason  of  water  com- 
petition and  that  they  believe  it  to  be  to  their  advantage 
to  retain  as  much  of  this  business  as  possible,  even  if  it 
has  to  be  hauled  at  little  over  the  out  of  pocket  cost. 
Any  business  man  can  understand  the  proposition, 
whether  he  believes  the  carriers'  representations  or  not. 
It  is  ridiculous  to  demand  a  rate  reduction  the  entire 
country  merely  because  the  carriers  argue  that  business 
conditions  justify  a  reduction  from  the  Pacific  coast.  But 
ridiculousness  has  played  a  large  part  in  this  campaign 
for  a  general  rate  reduction. 


PRIZE  FOR  FOOLISHNESS 

There  have  been  many  foolish  things  said  and  writ- 
ten about  the  present  transportation  act  and  its  effects, 
but  we  beg  leave  to  enter  in  the  competition,  with  our 
vote  for  first  prize,  the  following  resolution,  adopted  by 
the  California  legislature: 

Whereas  by  section  422  of  the  transportation  act,  1920, 
amending  the  interstate  commerce  act  by  adding  section  15a 
thereto,  the  Congress  of  the  United  States  prescribed  a  rule  of 
rate  making  whereby  the  Interstate  Commerce  Commission  shall 
fix  rates  so  that  carriers  as  a  whole  will  under  honest,  efficient, 
and  economic  management  and  reasonable  expenditures  for 
maintenance  of  ways,  structures,  and  equipment  earn  an  aggre- 
gate annual  net  railway  operating  income  of  6  per  cent  upon  the 
aggregate  value  of  railway  property  held  for  and  used  in  the 
service  of  transportation;  and 

Whereas  said  transportation  act  as  now  framed  applies  to 
and  assures  a  6  per  cent  income  return  to  all  railway  properties, 
regardless  of  whether  or  not  said  property  was  reasonably  ac- 
quired for,  or  properly  applied  to,  transportation  uses;  and 

Whereas  such  rule  of  rate  making  in  effect  guarantees  to 
carriers  annual  net  earnings  and  removes  the  incentive  for  effi- 
ciencies in  operation  and  economy  in  expenditures;  and 

Whereas  such  rule  of  rate  making  imposes  upon  shippers 
and  the  public  an  excessive  transportation  burden,  makinc  it 
impossible  for  producers  to  market  their  products  and  destroy- 
ing the  value  of  producing  properties,  especially  agricultural 
and  horticultural  lands,  and  has  in  its  operation  wholly  failed 
to  accomplish  any  beneficial  results  for  the  carriers,  but  on  the 
contrary  has  been  detrimental  to  the  interests  of  producers  and 
the  public  at  large:  Now,  therefore,  be  it 

Resolved  by  the  assembly  and  senate,  jointly.  That  the 
Legislature  of  the  State  of  California  at  its  forty-fourth  session 
petitions  the  Congress  of  the  United  States  to  reconsider  the 
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transportation  act  of  1920,  and  urges  Congress  to  eliminate  the 
objectionable  features  herein  pointed  out,  and  to  grant  a  rate 
structure  that  will  not  place  a  false  earning  power  on  a  large 
fictitious  railroad   capital,  the  payment  of  which  is  stifling  t 
industries  of  the  Pacific  coast. 

The  resolutions  are  the  more  foolish  when  contrasted 
with  the  action  of  the  California  commission  in  "going 
along"  with  the  Interstate  Commerce  Commission  in  Ex 
Parte  74  and  authorizing  intrastate  advances  equal  to 
those  authorized  in  that  decision.  If  the  carriers  were 
earning  the  six  per  cent  net  revenue  contemplated  by  the 
act  there  might  he  sonic  excuse  for  this  resolution  and 
others  like  it.  But  how  can  the  act  be  blamed  for  "as- 
suring" or  "guaranteeing"  anything  at  all  to  the  carriers, 
when  it  is  notorious  that  they  are  on  the  verge  of  bank- 
ruptcy? When  the  carriers  get  back  to  a  money-making 
basis  it  will  be  time  enough  to  talk  about  the  shortcom- 
ings of  the  rate-making  section  of  the  transportation  act. 
Until  then,  expressions  of  the  kind  quoted  above  merely 
show  ignorance  of  conditions  and  causes. 


CAR  SERVICE  REPORT 

The  Traffic  World   Washington  Bureau 

In  the  quarter  ended  March  31,  1921,  there  was  a  net  in- 
crease of  166  locomotives,  4,591  revenue  freight  cars,  67  non- 
revenue  freight  cars  and  176  passenger  cars  in  the  equipment  of 
Class  I  roads,  according  to  a  report  just  completed  by  the  car 
service  division  of  the  American  Railway  Association. 

The  following  statement  shows  the  equipment  acquired  and 
retired  during  the  quarter,  the  total  ownership  on  March  31, 
and  the  number  of  cars  on  order  on  that  date: 


Jan.  1  to  M'ch  31 
Acquire-         Retire- 


Locomotives. 


•  Mgrr 

Switchers 
Total    . 


ments. 

328 
85 
110 

523 


7,068 

2,671 

7.950 

508 

679 

lit 


Total    19,035 

Non-rev,   cars    1,360 

Passenger  equipment. 

All    steel    

SI.-.-I   T.   F 

Wooden    


ments. 

206 
85 
66 

357 


Total 

ownership, 
M'ch  31,1921. 

39,502 
14,507 
11,551 

"65,560 


Revenue  freight  cars. 

Box,  auto,  and  f urn 

Refrigerators     

Coal  and   coke    

sim-k    

Flat     

Miscellaneous    


Total 


178 
89 
38 

•305 


6,222 
310 

5,967 
773 

1,011 
161 

14,444 
1,293 

5 

i24 
129 


1.050.731 
62,274 

995.427 
80,453 

104,618 
49,249 

2,342,752 
138,963 


15,646 

6,459 

31,288 

53,393 


Number 
on  order. 

217 

54 

119 

SN 


6,118 

2,420 

8,269 

2,295 

488 

120 

20.340 
676 


667 

"i 


**668 
other. 


•Coaches.  113;  combination,  14;  baggage  and  express,  133 
45.     Total.  305. 

••Coaches,  417;  combination,  24:  baggage  and  express,  178;  other, 
49.    Total,  668. 


STORE  DOOR  DELIVERY 

The   Traffic   World   Washington  Bureau 

The  move,  started  in  Baltimore,  by  shippers  and  the  Federal 
Highway  Council  to  restore  store-door  delivery  in  Baltimore, 
has  reached  the  stage  of  the  appointment  of  a  committee  ;o 
work  out  a  scheme.  The  idea  now  is  to  organize  at  least  two 
drayage  companies  which  will  take  the  contract  for  taking  the 
merchandise  from  the  railroad  freight  stations  to  the  places  of 
business  of  the  consignees. 

At  prior  meetings  the  railroad  men  attending  said  they  had 
been  authorized  to  make  the  attempt,  with  a  view  to  preventing 
in  the  future,  the  congestion  at  freight  terminals,  which  almost 
stopped  business  in  New  York  City  in  the  winter  of  1917-18  and 
which  caused  the  Railroad  Administration  to  have  Interstate 
Commerce  Commissioner  Harlan  make  an  investigation  in  New 
York  with  a  view  to  finding  a  way,  by  means  of  store-door  de- 
y  or  unified  drayage  service,  ttv  relieve  the  pier  freight 
houses  of  the  frightful  congestion  to  which  they  had  been  sub- 
jected. 

The  Baltimore  move,  it  Is  admitted,  if  successful,  will  mean 

e  extension  of  that   kind   of  delivery  service   to  every  other 

r  in  the  country.     The  Commission  held  that  it  was  unjustly 

•iminatory  against  a  suburb  of  Washington  to  give  store-door 
ery  to  parts  of  Washington  and  not  to  that  suburb  The 


carriers  elected  to  abolish  it  throughout  Washington,  rather  than 
extend  it  to  the  whole  city.  Then,  on  complaint,  Baltimore  was 
deprived  of  store-door  delivery  so  as  to  remove  the  discrimina- 
tion against  Washington. 

So  far  as  can  be  learned,  the  thought  of  those  who  are 
seeking  to  re-establish  the  service  is  that  the  railroads  will 
make  an  additional  charge  for  it,  and  not  afford  it  for  the  line- 
haul  rates  now  in  effect.  When  they  gave  up  store-door  delivery 
in  Baltimore  and  Washington,  they  did  not  make  any  reduction 
in  the  line-haul  rates.  Shippers  paid  just  as  much  and  in  addi- 
tion bore  the  cost  of  drayage  which,  theretofore,  had  been  with- 
out charge  to  them. 

The  committee  men  appointed  are  A.  E.  Beck,  chairman  and 
representing  the  Federal  Highway  Council  and  the  Merchants' 
and  Manufacturers'  Association  of  Baltimore.  For  the  shipper, 
George  P.  Neilson,  superintendent,  American  Wholesale  Corpo- 
ration (Baltimore  Bargain  House) ;  James  M.  Easter,  president, 
Daniel  Miller  Company;  Walter  Halstein,  president,  Baltimore 
Transfer  Company,  and  Robert  A.  Masson,  of  the  Masson  Trans- 
fer Company.  For  the  railroads,  Pennsylvania  Railroad,  G.  M. 
Smith,  superintendent;  S.  T.  Stackpole,  division  freight  agent; 
J.  S.  Corcoran,  freight  agent,  and  F.  W.  B.  Humes,  superin- 
tendent, stations  and  transfers.  Western  Maryland  Railroad, 
J.  M.  Allison,  freight  traffic  manager;  C.  F.  Eckhart,  agent,  and 
T.  E.  Withers,  manager  of  warehouses.  Baltimore  &  Ohio  Rail- 
road, Golden  Shumate,  freight  traffic  manager;  W.  E.  Neilson, 
freight  agent,  Camden  Station;  M.  F.  Steinberger,  special  en- 
gineer, operating  department,  and  J.  C.  Brown,  manager  Blue 
Line  Transfer  Company. 

W.  J.  L.  Banham,  general  traffic  manager,  Otis  Elevator  Com- 
pany, and  chairman  of  the  Federal  Highway  Council's  committee 
on  relation  of  highway  to  railroads  and  waterways,  states  that, 
in  his  opinion,  the  establishment  of  store-door  delivery  through- 
out the  country  means  more  for  both  the  carriers  and  shippers 
than  either  realize. 


CAR  SURPLUS  AND  SHORTAGE 

The  Traffic  World  Washington  Bureau 

A  further  decline  in  the  number  of  surplus  cars  was  reported 
to  the  car  service  division  of  the  American  Railway  Association 
for  the  period  May  23-31,  the  total  being  394,040,  as  compared 
with  422,823  in  the  preceding  week,  a  decrease  of  more  than 
28,000  cars. 

The  surplus  was  made  up  of  the  following  classes  of  equip- 
ment: Box,  155,040;  ventilated  box,  2,532;  auto  and  furniture, 
7,494;  flat,  15,853;  gondola,  118,249;  hopper,  46,853;  all  coal,  165,- 
102;  coke,  9,447;  S.  D.  stock,  21,045;  D.  D.  stock,  1,789;  refrig- 
erator, 13,520;  tank,  783;  miscellaneous,  1,435. 

The  shortage  amounted  to  339  cars,  composed  of  the  follow- 
ing classes  of  equipment:  Box,  263;  flat,  4,  gondola,  21,  hopper, 
29;  S.  D.  stock,  12,  and  refrigerator,  10. 


RAILWAY  REVENUES 

The  Traffic  World   Washington  Bureau 

With  reports  from  only  a  few  roads  missing,  the  indications 
are  that  the  net  earnings  of  class  I  roads  for  April  will  not  show 
up  as  favorably  as  they  did  in  March.  For  196  roads  the  reports 
showed  a  net  of  $25,318,107  in  April,  as  compared  with  a  deficit 
of  $24,157,000  in  April,  1920,  the  computation  being  made  by  the 
Bureau  of  Railway  Economics  from  reports  to  the  Commission. 
In  Marc"h  the  net  was  approximately  $30,000,000  for  all  class  I 
roads. 


RETURN  OF  EMPTY  TANK  CARS 

The  United  States  District  Court  of  the  Southern  District 
of  New  York  has  awarded  J.  C.  Prancesconi  &  Co.  damages 
amounting  to  $5,500  in  its  case  against  the  Baltimore  &  Ohio 
Railroad  Company.  In  this  case  the  complaining  company 
shipped  two  cars  belonging  to  it  from  Lima,  Ohio,  to  Philadel- 
phia loaded  with  paraffin  wax.  .  The  cars  were  unloaded  at  Phila- 
delphia and  delivered  empty  to  the  Baltimore  &  Ohio  with  writ- 
ten instructions  to  forward  them  back  to  the  plaintiff  at  Lima. 
In  violation  of  these  instructions,  the  railroad  shipped  the  empty 
cars  to  Baltimore,  Md.,  where  they  were  put  in  the  acid  service 
of  other  shippers.  They  were  not  returned  to  the  owner  for 
eight  months,  and  when  returned  were  so  damaged  by  acid 
that  they  had  to  be  rebuilt.  The  J.  C.  Francesconi  Company 
claimed  the  cost  of  repairs,  amounting  to  $2,730,  and  the  value 
of  the  use  of  the  cars  while  deprived  of  them,  amounting  to 
$2,770.  The  case  was  tried  by  the  court  without  a  jury. 

"The  plaintiff's  tender  of  the  cars  and  its  acceptance  by 
the  defendant  gave  the  latter  no  rights  beyond  the  fair  import 
of  the  transaction,"  said  the  decision.  "Taken  merely  as  a  cus- 
tom, the  practice  of  retaining  cars  at  the  convenience  of  the 
carriers  is  not  sufficiently  proved  to  form  a  part  of  the  bargain. 
The  proper  interpretation  of  the  bailment  is,  that  when  the 
contents  of  the  car  have  been  delivered  to  the  consignee,  the 
car  is  at  the  shipper's  order." 
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Blaming  It  All  on  Section  15a. — It  looks  now  as  if  those  wlin 
have  hern  demanding  reductions  in  rates,  regardless  of  what 
such  reductions  would  do  to  the  carriers  that  have  been  on  the 
brink  of  ;i  financial  abyss,  may  decide  that  section  15a  is  re- 
sponsihle  for  their  i roubles  and  demand  that  Congress  slaughter 
ili.it  part  of  the  iiansportation  law.  Those  able  to  recall  events 
of  I  be-  last  six  years,  it  is  believed,  will  smile  at  the  Idea  of 
holding  that  or  any  other  part  of  the  law  responsible  for  the 
low  estate  of  business  and  the  level  of  freight  rates.  Finding 
i lif  causes  for  the  existing  freight  rates  seems  a  simple  matter. 

Countess  started  things  in  1916,  when  It  enacted  the  Adam- 
sun  law  and  passed  a  statute  authorizing  the  President,  in  time 
Hi  war,  to  seize  and  operate  a  railroad  or  all  the  railroads.  The 
next  step  was  taken  when  President  Wilson,  having  taken  over 
i  lie  railroads  which  had  been  bogged  down  by  the  priority  order 
di1  army  and  navy  officers,  put  William  Gibbs  McAdoo  in  charge 
\viih  power  to  dispense  largesse  in  the  form  of  fantastic  wage 
men-uses,  the  ridiculous  manifestations  of  which  have  been  duly 
set  forth  many  times.  The  Congress  again  stepped  in  and 
added  a  few  more  straws  to  the  back  of  the  camel  by  means 
ni  the  federal  control  law.  Senator  Cummins  and  some  others 
thought  the  compensation  guaranteed  to  the  railroads  by  that 
bill  was  almost  a  crime.  They  had  no  idea  how  easily  Mr.  Mc- 
Adoo could  give  wings  to  dollars  in  the  form  of  national  agree- 
ments, wage  boards,  et  cetera,  else  they  probably  would  have 
shed  tears  over  the  misfortune  about  to  fall  upon  the  railroads. 
Congress  helped  again,  when,  in  the  transportation  act,  it  cre- 
ated the  Railroad  Labor  Board,  with  instructions  to  prevent 
strikes,  no  matter  at  what  cost  to  the  people  of  the  country,  by 
giving  the  labor  organizations  enough  of  the  money  of  other 
people  to  leave 'their  members  even  without  excuses  for  execut- 
ing hold-ups — miscalled  peaceful  resignations  of  jobs.  When  that 
cycle  of  liberality  with  the  money,  largely  of  American  farmers 
and  others  not  members  of  organizations,  was  begun,  the  annual 
wage  bill  of  railroad  employes  was  about  $1,450,000,000.  At  the 
peak,  in  1920,  it  was  about  $3,700,000,000. 

Section  15a  may  have  caused  some  of  the  enormous  increase 
in  the  wage  part  of  operating  expenses — in  the  same  way  that 
the  sinking  of  the  Lusitanla  in  1915,  it  might  be  be  argued, 
caused  the  outbreak  of  the  war  in  Iftl4.  The  section  of  the  law 
that  is  attracting  the  unfavorable  attention  of  the  advocates  of 
heavy  rate  reductions  was  passed  in  1920.  Obviously,  by  the 
reasoning  employed  by  those  advocating  its  repeal,  it  caused  the 
big  bulges  in  expenses  in  1916,  1918  and  the  two  following  years. 
In  that  way  of  looking  at  it,  it  is  almost  as  remarkable  as  that 
bit  of  legislation  the  barons  compelled  King  John  to  sign,  705 
years  before  15a  was  written. 


and  other  carrier*  If  excicis.    of  the  I.^M  rl«ln   remiltn  In  com- 
pliilntM  to  ronKri-HHiiii'n  who  have  the  power  to  Ic^lHlalc  unwind/ 
as  well  as  wlHHy.     It  may  h.tv.  il  for  tin-  ivnnnylvanla 

to  restrict  tin-  use  of  ItH  terminals  In  IMtlHburgli  no  thai  the  man 
who  whipped  vhi  the  Baltimore  &  Ohio  wan  akin  to  a  pariah 
It    has    tieen    miKKeHlcd    It    .  n tin  c  .-men!    of   the    policy   of   cloned 
terminals  results  In  legislation  that   would  cost  all  the  rail,- 
millions  and  hundreds  ol  millions,  it  would  seem  clear  that  t) 
wan  no  profit  In  It  for  the  Pennsylvania  or  any  other  railroad. 


Petty  Practices  that  Hurt  the  Railroads. — Although  railroad 
traffic  managers  probably  will  not  admit  it,  there  is  reason  to 
believe  that  much  of  the  agitation  for  reduction  in  rates  results 
from  what  may  be  called  pin-pricking  practices  by  the  railroads, 
which  are  hold-overs  from  the  days  when  companies  like  the 
Pennsylvania,  the  Louisville  &  Nashville  and  the  Santa  Fe  did 
things,  to  hold  traffic  on  their  lines,  that  have  been  condemned 
by  the  Commission  every  time  it  has  had  to  pass  on  the  ques- 
tion of  their  reasonableness. 

With  President  Harding  backing  up  demands  for  rate  reduc- 
tions, the  accumulation  of  irritation  over  comparatively  small 
things,  and  the  demand  because  things  are  not  going  right  for 
farmers  and  fruit  growers,  gives  weight  to  the  agitation  against 
the  railroads;  that  might  not  be  the  fact  if  steps  were  taken 
to  eliminate  small  things  before  they  become  sources  of  infec- 
tion. The  fruit  and  vegetable  people  are  among  the  most  insist- 
ent of  those  who  demand  reductions  in  rates.  Few  commission 
merchants,  relatively  speaking,  have  traffic  managers  that  are 
anything  more  than  rate  clerks.  Many  of  them  do  not  even  have 
rate  clerks.  The  result  is  that,  in  more  than  one  place  in  the 
country,  the  fruit  and  vegetable  man  bumps  into  a  situation  that 
was  encountered  at  Pittsburgh  by  the  traffic  man  who  wrote 
to  Representative  Porter  about  being  charged  $81  for  moving 
a  ear  of  lemons  from  a  Baltimore  &  Ohio  track  to  the  Pennsyl- 
vania tracks,  as  a  condition  precedent  to  being  allowed  to  sell 
those  lemons  in  the  auction  rooms  maintained  in  the  produce 
yards  of  the  Pennsylvania.  Things  like  that,  it  is  believed,  hurt 
railroads  generally  a  thousand  times  more  than  the  money  does 
them  good.  In  a  legal  sense,  probably,  the  Pennsylvania  has  a 
right  to  restrict  the  use  of  the  auction  room  on  its  property  to 
those  who  use  its  rails  to  get  their  fruit  and  produce  to  Pitts- 
burgh. The  Commission  once  had  a  case  involving  the  legality 
of  the  practices  of  the  Pennsylvania  respecting  that  fruit  auction 
room  at  Pittsburgh.  Assuming,  however,  that  the  Pennsylvania 
has  the  right  to  restrict  the  use  of  its  room  to  shippers  who 
have  brought  in  their  stuff  over  the  Pennsylvania  rails,  a  ques- 
tion might  he  raised  as  to  what  profit  it  is  to  the  Pennsylvania 


Wanted:     A  Lightweight,  Portable  Refrigerator. — In  creating 
I.  and  S.  No.  1314,  the  Commission,  It  Is  beh.  n-ed  ship- 

pers of  fruits  by  express  to  give  intensive  application  of  their 
Inventive  faculties  to  devising  a  portable  refrigerator  to  be  car- 
ried in  express  cars,  the  tare  weight  of  which  will  not  be  so 
grossly  out  of  line  with  the  weight  of  the  contents  as  Is  the  ' 
weight  of  the  "pony  refi  IL;. -tutors,"  now  In  use  by  the  American 
Railway  Express  Company  on  traffic  from  the  Florida  straw- 
berry patches  to  northern  cities.  A  refrigerator  of  that  kind 
weighs  200  pounds.  The  ice  weighs  215  and  the  80  quarts  of 
strawberries  packed  in  such  a  refrigerator  weigh  only  100  pounds. 
At  present,  such  a  refrigerator  and  its  contents  are  carried  at  an 
estimated  weight  of  250  pounds.  Recently  the  Commission  au- 
thorized the  express  company  to  change  its  classification  so  that, 
where  an  iced  shipment  is  made,  25  per  cent  will  be  deducted 
from  the  gross  weight  of  the  container  and  Its  contents  as  an 
allowance  for  the  container  and  the  ice.  Under  that  rule,  the 
strawberries  shipped  from  Florida  in  the  pony  refrigerators  would 
have  to  bear  a  freight  rate  on  387  pounds  instead  of  only  250 
pounds.  The  Commission,  it  is  believed,  hopes  that  the  ship- 
pers and  the  carriers,  some  time  before  the  beginning  of  the 
next  shipping  season,  which  will  be  about  January,  will  devise 
a  pony  refrigerator  weighing  less  than  200  pounds.  Suspension 
of  schedules  proposing  to  put  the  new  classification  rule  into 
effect  on  that  class  of  traffic  will  not  deprive  the  express  com- 
pany of  any  revenue.  If,  however,  the  schedules  had  been  al- 
lowed to  go  into  effect,  it  is  believed  it  would  have  been  harder 
to  get  them  off  the  files  than  it  will  be  to  correct  the  situation 
by  inventing  a  less  bulky  refrigerator. 


Penalty  for  Making  Concessions. — Traffic  men  representing 
shippers,  as  a  rule,  comment  favorably  on  a  suggestion  that  has 
been  made  to  the  effect  that  traffic  managers  for  carriers  should 
be  given  the  power  to  make  rates  on  short  notice,  merely  by 
notifying  the  Commission,  by  wire  if  desired,  of  an  intention  to 
make  a  given  rate  or  rates,  applicable  from  the  day  following 
or  five  days  later,  for  a  period  of  not  less  than  ten  or  fifteen 
days.  Traffic  men  of  railroads  complain  that  they  cannot  afford 
to  make  experiments  with  rates  because,  if  they  make  a  con- 
cession as  an  experiment,  the  inclination  of  the  shippers  and 
the  Commission  is  to  hold  that  such  an  experiment  constituted 
a  confession  that  the  existing  rate  was  unreasonable.  There  is 
no  freedom  of  merchandising  at  all  under  the  system  now  in 
effect.  The  carrier  has  transportation  to  sell,  but  cannot  afford 
to  undertake  experiments  in  merchandising,  because  the  routine 
of  getting  a  tariff  on  and  off  the  files  of  the  Commission  is 
cumbersome  and  the  implication  drawn  from  experiments  is 
always  against  the  carrier.  It  is  never  given  the  benefit  of  the 
doubt  in  any  controversy.  The  so-called  "panic"  rates  on  pig 
iron  from  the  Alabama  furnaces  to  the  Ohio  River  crossings, 
established  during  the  severe  business  depression  in  1894,  are 
always  cited  as  a  fair  illustration  of  what  happens  to  a  railroad 
when  it  tries  to  stimulate  business  by  making  low  rates.  The 
complaint  of  the  carriers,  in  the  Sloss-Sheffield  pig  iron  case,  was 
that  the  Commission  and  the  shippers  refused  to  regard  the 
low  rates  then  established  as  anything  other  than  normal,  al- 
though the  history  of  the  rates  showed  that  prior  to  the  panic 
in  1893  they  were  much  higher.  The  Commission,  however, 
used  them  as  the  basis  for  constructing  a  new  rate  fabric  on 
pig  iron,  not  only  to  Ohio  River  crossings,  but  to  destinations 
all  over  the  north. 


The  Grain  Warehousing  Problem. — Secretaries  Wallace  and 
Hoover  have  called  a  conference  of  those  interested  in  the  han- 
dling of  grain,  for  Washington  on  June  13,  to  consider  how  the 
problem  of  warehousing  grain,  so  the  grower  may  be  able  to 
obtain  larger  benefits  from  his  work,  may  be  handled.  The  one 
great  desire  is  to  find  a  way  for  integrating  the  warehousing 
system  of  the  country  so  that  the  owner  of  the  grain  may  be 
able  to  hold  it  in  storage  without  it  being  eaten  up  by  interest, 
insurance  and  storage  charges;  or,  if  the  owner  of  the  grain 
desires  to  part  with  it  at  the  country  elevator,  the  devising  of 
a  system  whereby  the  proper  grading  of  grain  and  the  issuance 
of  certificates  against  it  may  be  begun  at  the  point  where  the 
farmer  comes  into  contact  with  the  market  agencies.  As  the 
head  of  the  department  which  is  supposed  to  care  for  the  in- 
terests of  'the  farmers,  Mr.  Wallace  has  a  primary  interest  in 
the  subject.  Mr.  Hoover,  as  former  food  administrator  and  now 
as  head  of  the  department  that  Is  supposed  to  promote  com- 
merce and  Industry,  has  almost,  if  not  quite,  as  great  an  official 
interest  as  his  colleague.  A.  E.  II. 
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If  the  movement  of  lake  cargo  coal  keeps  up  at  Its  present 
rate,  It  is  believed  there  will  be  no  need  this  summer  for  in- 
voking the  emergency  powers  of  the  Interstate  Commerce  Com- 
mission as  was  done  last  year  to  get  coal  up  to  the  Northwest. 
The  report  of  the  Geological  Survey,  for  the  week  ended  June  4, 
shows  that  from  the  opening  of  the  season  of  navigation  on  the 
lakes  this  year  to  May  29  a  total  of  4,816,486  tons  of  coal  were 
dumped  into  vessels  at  Lake  Erie  ports,  of  which  4,669,352  were 
cargo  fuel  and  147,134  vessel  fuel. 

This  is  almost  equal  to  the  tonnage  of  the  season  of  1919, 
when  for  the  corresponding  period  the  total  was  4,934,040  tons. 
In  the  same  period  in  the  1920  season  the  total  was  only  1,650,222 
tons.  In  1918  it  was  4,085,244  tons.  In  the  week  ended  May  15, 
1921,  the  total  was  774,892  tons;  the  week  ended  May  22,  947,319 
tons  and  the  week  ended  May  29,  1,176,500  tons. 

"Shipments  of  soft  coal  from  lower  lake  ports  continued  to 
Increase  during  the  last  week  in  May,"  the  Survey  said.  "Ac- 
cording to  reports  furnished  by  the  Ore  &  Coal  Exchange, 
1,145,765  tons  of  cargo  coal  and  30,735  tons  of  vessel  fuel  were 
dumped  into  vessels.  The  total,  1,176,500  net  tons,  exceeded 
by  229,181  tons  that  of  the  week  preceding  and  was  over  two 
and  a  half  times  that  of  the  corresponding  week  in  1920." 

Whether  the  Increased  movement  is  due  to  the  reduction 
of  28  cents  a  ton  in  lake  cargo  coal  to  Lake  Superior  ports  and 
west  bank  Lake  Michigan  ports  north  of  the  Illinois-Wisconsin 
line  cannot  be  told  from  the  reports  from  which  these  figures 
were  obtained,  because  the  movement  is  not  reported  by  ports — 
only  totals  are  given. 

It  is  suspected  that  the  large  movement  this  year  is  due 
in  part  to  the  decrease  in  rates,  the  absence  of  congestion  on  the 
rail  lines,  the  comparatively  small  demand  for  industrial  coal 
in  the  region  below  the  lower  lake  ports  and  the  comparative 
abundance  of  vessels.  Of  those  factors,  it  is  believed  the  rate 
reduction  has  had  only  a  minor  influence,  because  the  industrial 
use  to  which  lake  cargo  coal  at  the  upper  lake  ports  can  be 
put  has  been  diminished  in  about  the  same  degree  as  industrial 
activity  has  fallen  off  in  the  manufacturing  areas  nearer  the 
sources  of  production.  Steel  mills  throughout  the  country  are 
reported  to  be  operating  at  not  much  more  than  25  per  cent  of 
capacity.  The  reports  do  not  indicate  that  the  blast  furnaces 
and  steel  mills  in  the  upper  lake  region  are  any  more  active 
than  those  in  central  freight  association  territory  and  the  west- 
ern part  of  eastern  trunk  line. 

The  total  output  of  bituminous  coal  for  the  week  ended 
May  28  was  8,053,000  net  tons,  estimated.  In  the  preceding  week 
it  was  7,990,000  tons,  and  the  week  before  that,  8,009,000  tons. 

"The  average  daily  output  for  the  month  of  May — about 
1,310,000  tons— was  the  lowest  in  any  May  since  1915,"  the 
Survey  said. 

"The  following  statement,  furnished  by  the  courtesy  of  the 
American  Railway  Association,  shows  the  number  of  cars  loaded 
daily:  May  23,  26,693;  May  24,  26,890;  May  25,  26,343;  May 
26,  25.779;  May  27,  26,582;  May  28,  18,989. 

"Preliminary  reports  indicate  that  Memorial  Day  was  widely 
observed,  and  that  but  5,766  cars  were  loaded  on  that  day.  The 
recovery  was  rapid,  however,  and  on  Tuesday,  May  31,  loadings 
totaled  26,452  cars. 

"The  year  1921  is  about  63  million  tons  behind  the  war 
years,  1917  and  1918,  and  47  million  tons  behind  1920.  It  is 
even  11  million  behind  1919,  a  year  when  demand  was  low  and 
the  carry-over  from  the  preceding  season  the  greatest  on  record. 

"The  all-rail  movement  to  New  England  decreased  during 
the  last  week  of  May,  when  2,898  cars  of  bituminous  coal  were 
forwarded  through  the  Hudson  gateways.  Compared  with  the 
week  preceding,  this  was  a  decrease  of  190  cars,  and  it  was  but 
65  per  cent  of  the  total  forwarded  in  the  corresponding  week 
last  year. 

"Exports  of  bituminous  coal  from  Hampton  Roads  decreased 

(luring  the  week   ended  May   28.     Reports  from   the  three   ex- 

hanges  show  that  the   total  dumped  for  foreign  account  was 

4  net  tons,  consisting  of  267,225  tons  of  cargo  coal,  and 

}  tons  for  bunkers.    Although  this  was  a  decrease  from  the 

preceding  week  of  45,520   tons,  dumpings  were  well  above  the 

weekly  average  during  September,  1920,  when  exports  were  at 

a  high  rate." 


COAL  ASSOCIATION  RESOLUTIONS 
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The  American  Wholesale  Coal  Association,  at  its  annual  con- 
tention in  Washington,  June  8,  adopted  resolutions  setting  forth 
e  view  that  when  the  determination  of  questions  between  com- 
icn  carriers  and  shippers  are  committed  to  a  body  such  as  the 
Interstate  Commerce  Commission,  the  rights  of  the  shipper  are 
not  thereby  infringed,  and  that  when   power  is  given  a  board 
•mmisslon   the  process  by  which  appeal  may  be  taken  from 
Its  decisions  should  be  clearly  set  up  in  the  statute 

Translated  Into  ordinary  language  that  means,  if  anything 
.  Confess  "nould  provide  a  method  whereby  appeal  could 
taken  from  the  Interstate  Commerce  Commission  to  a  court 


At  present  a  shipper  cannot  be  said  to  have  such  a  right.  A  car- 
rier can  go  to  the  court  either  on  statutory  grounds  of  ultra 
vires  or  on  the  constitutional  ground  that  a  rate  prescribed  is 
confiscatory. 

To  give  adequate  expression  to  its  idea  on  that  subject,  the 
association  voted  that  it  is  imperative  that  it  create  a  depart- 
ment to  devote  Itself  exclusively  to  traffic  and  transportation 
matters. 

The  association  adopted  resolutions,  which,  in  effect,  condemn 
the  policy  of  the  Commission  with  regard  to  reconsignment  and 
demurrage  intended  to  penalize  those  who  reconsign  cars.  Its 
resolutions  on  traffic  and  transportation  are  as  follows: 

First — Since  the  common  carriers  are  by  law  and  common  usage 
held  to  be  open  to  all  who  want  to  use  them,  upon  payment  of  the 
lawful  charges,  it  follows  that  the  right  of  access  to  the  common  car- 
riers cannot  be  conditioned  upon  the  naming  of  the  ultimate  con- 
signee or  even  of  the  ultimate  destination  at  the  time  the  shipment  ia 
originated. 

Second — The  shipper  who  ships  on  a  reconsigning  order  has  all 
of  the  right  inherent  in  him  at  the  point  of  origin  of  his  goods, 
including  the  right  to  ship  his  merchandise  to  any  market  which  he 
might  have  designated  at  the  time  the  shipment  originated.  This 
right  is  not  and  cannot  be  infringed  by  the  fact  that  the  consignee  or 
destination  have  been  changed  by  a  previous  reconsigning  order. 

Third — Any  and  all  rules  and  regulations  to  the  contrary  notwith- 
standing, any  charges  assessed  for  the  service  of  reconsigning  a  car 
must,  if  lawful,  bear  a  proper  relation  to  the  cost  of  that  service 
which  is  peculiar  to  reconsigning. 

Fourth — Reconsigning  a  car  involves  a  new  and  additional  move- 
ment for  which  the  carrier  is  to  be  paid.  Detention  of  a  car  withholds 
it  from  service  and  destroys  its  earning  power.  The  two  services  are 
wholly  dissimilar  in  character  and  effect.  Therefore,  any  charge 
assessed  to  cover  the  service  of  reeonsigning  is  improper  if  it  assumes 
to  cover  or  to  average  the  detention  of  a  car  for  reconsigning  pur- 
poses. Such  a  charge  is  peculiarly  improper  if  assessed  against  all 
cars  reconsigned  whether  detained  or  not.  That  is  to  say,  all  trans- 
portati9n  charges  must  be  responsive  to  the  service  performed.  And, 
one  shipper  cannot  be  made  to  pay  his  share  of  the  expense  of  de- 
taining another  shipper's  car.  Therefore,  reconsigning  and  demurrage 
charges  should  be  distinct  even  when  applied  to  reconsigned  cars. 

Fifth — Reconsigning  charges  which  are  designed  to  be  punitive 
or  regulatory  are,  to  the  extent  that  they  are  either  one  or  the  other, 
contrary  to  the  clear  wording  of  the  law  and  are  therefore  essentially 
vicious.  They  are  condemned. 

Sixth — Any  regulation  of  the  transportation  companies  or  of  com- 
merce itself  which  attempts  to  prescribe  uniform  rules  and  practices 
for  all  parts  of  the  nation  regardless  of  the  widely  different  conditions 
In  commerce  and  among  the  carriers  in  different  sections  is  essentially 
unwise.  It  is  deemed  a  better  policy  to  strive  to  match  the  regulation 
with  the  condition  as  found. 

Seventh — Any  scheme  of  regulation  of  the  carriers  which  does  not 
take  into  full  account  the  steady  growth  of  the  commerce  of  the 
country  and  a  need  to  match  that  growth  of  commerce  by  a  com- 
parable growth  of  transportation  facilities,  is  essentially  unwise 
And,  any  effort  to  increase  the  transportation  facilities  available  to 
the  shippers  while  depriving  the  creators  of  those  facilities  of  the 
generous  reward  which  always  has  accrued  to  those  who  build  In  an- 
ticipation of  a  need,  is  unwise.  It  should  be  discontinued.  That 
we  may  have  a  constantly  growing  transportation  system  to  meet 
the  constantly  growing  needs  of  the  country,  the  effort  to  control 
from  one  central  point,  the  expansion  of  the  transportation  systems 
should  be  abandoned  as  impractical. 

Eighth— If  in  its  wisdom  the  government  deems  it  wise  to  make 
Justice  cheap;  if,  to  that  end,  the  more-or-less  tedious  process  of  the 
courts  are  avoided  by  the  creation  of  commissions;  and  if  bv  the 
creation  of  commissions  large  and  initial  powers  are  vested  in'  such 
commissions,  it  must  follow  that  by  such  a  change  of  governmental 
posture  the  established  rights  of  those  whose  business  is  thus  regu- 
lated are  not  thereby  infringed.  One  right  inherent  in  American 
citizenship  and  held  sacred  under  our  jurisprudence,  is  that  of  apiicul 
Therefore,  when  any  power  is  lodged  in  any  board  or  commission 
the  process  by  which  appeal  may  be  taken  from  its  decision  should  In- 
clearly  set  up  in  the  staute. 


PLASTER,  SOUTHARD,  OKLA.,  TO  N.  Y. 

A  compromise  was  reached  early  in  the  hearing  on  I.  and  S 
1332,  rail-and-water  rates  on  plaster  from  Southard  Okla  to 
New  York  and  Brooklyn,  N.  Y,  which  was  held  before  Examiner 
John  T.  Money  in  Chicago,  June  4.  The  tariff  under  suspension 
Sup.  No.  8  to  Frisco's  I.  C.  C.  7511,  proposed  to  cancel  the 
through  rate  of  42  cents  on  plaster  between  the  points  men- 
tioned, via  Galveston  and  the  Morgan  and  Mallory  lines,  and 
to  substitute  therefor  a  combination  of  90%  cents,  consisting 
of  31  cents  to  Galveston  and  59%  cents  beyond. 

W.  S.  Merchant,  general  agent  for  the  Frisco  at  Chicago, 
presented  a  telegram  from  R.  A.  Nash,  assistant  general  freight 
agent  for  that  line,  in  which  the  carrier  agreed  to  withdraw 
the  cancellation  of  the  rate  to  New  York  provided  the  protest- 
ants,  the  United  States  Gypsum  Company,  would  agree  to  with- 
draw their  objection  to  the  cancellation  of  the  Brooklyn  rate. 
The  plea  was  made  that  the  lighterage  charge  on  the  Brooklyn 
shipments  was  too  high  to  allow  the  retention  of  the  42-cent 
rate  to  that  point. 

W.  D.  Lindsey,  traffic  manager  for  the  protesting  company, 
agreed  to  the  proposition  as  submitted  by  Mr.  Nash.  This  would 
be  satisfactory  to  him,  he  said,  since  most  of  the  traffic  from 
their  plant  at  Southard,  which  moved  by  rail-and-water  was 
destined  for  New  York. 


PERMISSION  FOR  EXTENSION  ASKED 
The  Gulf  Ports  Terminal  Railway  Company  has  applied  to 
the  Commission  for  a  certificate  of  public  convenience  and  ne- 
cessity authorizing  it  to  extend  its  railroad  from  Mobile,  Ala., 
to  Pensacola,  Fla.  Adequate  rail  transportation  facilities  for 
local  traffic  between  the  termini  requires  completion  of  the 
extension,  the  applicant  states. 
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Decisions  of  Interstate  Commerce  Commission 


RAIL  AND  WATER  RATES  TO  TEXAS 

Adjustment  of  rail  and  water  rates  from  Atlantic  seaboard 
;uicl  ironi  Interior  seaboard  territory  to  Texas  ports  and  Interior 
Texas  points  may  be  made  by  the  Morgan  and  Mallory  Steamship 
lines  on  basis  of  a  41  cent  class  differential  scale  Instead  of  the  35 
rent  differential  scale  proposed  by  them  and  suspended  by  the 
Commission  in  I.  and  S.  1280.  In  a  report  on  that  order,  written  by 
Commissioner  Meyer,  opinion  6891,  61  1.  C.  C.,  740-60,  the  Com- 
mission .said  that  some  readjustment  of  both  class  and  com- 
modity rates  appeared,  from  the  record  in  that  proceeding,  to  be 
proper.  It  said  that  the  establishment  of  class  rates  from  New 
York  to  Houston,  based  upon  the  12  cent  interior  Texas  scale 
of  differentials,  higher  than  the  rates  to  Galveston,  was  not 
objectionable. 

"With  this  adjustment,"  said  the  report  of  the  Commission, 
"we  might  approve  the  application  of  differentials  from  interior 
seaboard  territory  higher  than  the  rates  from  New  York  to  both 
Houston  and  Galveston,  on  the  basis  of  the  41  cent  scale  now 
applicable  in  connection  with  the  rates  to  Houston. 

"Commodity  rates  would  also  appear  to  be  proper  from  in- 
terior seaboard  territory  to  Galveston  based  on  the  class  dif- 
ferentials lower  than  existing  rates  to  Houston  and  the  group, 
and  from  New  York  and  Interior  seaboard  territory  to  Houston, 
made  on  a  class  scale  of  differentials  higher  than  properly  con- 
structed rates  to  Galveston. 

"Equalization  by  New  York  and  Galveston  of  rates  via  Phila- 
delphia and  Houston  where  such  rates  are  less  than  any  com- 
bination is  not  improper  provided  the  resulting  rates  are  not 
so  low  as  to  be  unremunerative. 

"While  certain  changes  proposed  may  be  proper,  we  are  of 
the  opinion  and  find  that  t*")  comprehensive  readjustment  which 
the  respondents  propose  is  neither  necessary  nor  on  this  record 
justified.  An  order  will  be  entered  requiring  the  cancellation  of 
the  suspended  schedules,  without  prejudice  to  the  right  of  re- 
spondents to  make  the  readjustments  indicated  in  the  report  to 
be  proper." 

In  this  way  the  Commission  has  disposed  of,  for  the  time 
being,  the  threat  of  a  rate  war  between  the  Morgan  and  Mallory 
Lines  and  their  railroad  connections  on  the  one  hand,  and  steam- 
ship lines  not  having  direct  railroad  management  connections 
on  the  other. 

A  peculiar  fact  in  regard  to  the  situation  is  that  the  At- 
lantic, Gulf  &  West  Indies  Steamship  Co.  is  the  controller,  by 
stock  ownership,  of  the  Mallory  Line,  which  joined  with  the 
.Morgan  Line  in  proposing  the  disapproved  adjustment,  and  also 
the  Southern  Steamship  Line  which  opposed  the  adjustment  in. 
terms  that  seemed  as  vigorous  as  could  have  been  employed. 
The  Atlantic,  Gulf  &  West  Indies  Co.  also  owns  or  controls  the 
Clyde  Line  and  the  Ward  and  other  Atlantic  Steamship  lines. 
According  to  the  report  of  the  Commission  it  is  the  largest 
steamship  company  engaged  in  coastwise  traffic  in  the  United 
States. 

According  to  the  declarations  made  by  representatives  of  the 
Southern  Steamship  Co.  and  representatives  of  the  commercial 
bodies  of  Philadelphia  and  Houston,  the  Southern  Pacific,  as  the 
owner  of  the  Morgan  Line,  by  fpeans'of  f.ha  gnappndpH  srhpfliiTpa 
waatrving  to  do  thaT  which  the  Commission  in  Southern  Pariflc 
CoTTwnershin  of  Atla"tir  g*'"""-'"r  ^'"is,  fis  T  C,  r  fi7,  had 
forbidden  it  to  do^TamelV.  operate  either  regular  or  irregular 
sTWamshin  service  between  Philadelphia  and  Houston.  That  ap- 
plication,  denied  on  June  4,  1920,  was  opposed  by  the  Southern 
Steamship  Co.,  then  as  now  operatiing  between  Philadelphia  and 
Houston,  on  the  ground  that  operation  by  the  Southern  Pacific 
of  a  service  between  Philadelphia  and  Houston  would  violate 
section  5  of  the  interstate  commerce  law,  which  authorizes  the 
Commission  to  forbid  railroad-owned  or  controlled  steamship 
lines  to  operate  if  such  operation  will  exclude,  prevent  or  reduce 
competition  on  the  route  by  water.  The  Southern  Steamship 
Co.  said  that  the  extension  of  service  by  the  Morgan  Line  so  as 
to  include  Philadelphia  and  Houston  would  drive  it  off  the  route 
between  those  two  cities. 

In  answer  to  that  the  Morgan  and  Mallory  lines  in  this  case 
contended  that  the  Commission's  decision  in  the  Southern  Pacific 
ownership  case,  could  not  be  construed  as  a  limitation  of  the 
territory  from  which  the  steamship  line  of  the  Southern  Pacific, 
operating  between  other  ports,  might  draw  traffic.  They  con- 
tended that  the  competition  in  issue  in  this  case  was  not  over 
the  route  via  water  mentioned  in  the  fifth  section,  but  over  a 
different  route,  over  which  the  Southern  Pacific  had  already  been 
.•iiiiliorized  to  operate. 

The  Commission  did  not  make  a  holding  on  the  issue  so 
tendered,  but  confined  itself  as  before  set  forth,  to  a  holding  that 
the  readjustment  proposed  by  the  respondents  was  neither  neces- 
sary nor  justified  on  this  record. 

Acceptance,  by  the  Morgan  and  Mallory  lines,  of  the  sug- 


gestions made  In  thin  report  will  mean  a  reduction  In  the  clam 
differential  scale  from  49  to  41  cents  first  class.  The  12  cent 
Galveston-Houston  differential  scale,  under  the  report  of  the 
Commission,  will  have  to  be  continued.  The  Mallory  and  Morgan 
lines  said.  In  justification  of  their  proposed  readjustment,  that 
it  was  their  Intention  to  observe  the  long  established  12  rent 
differential  scale  on  both  class  and  commodity  rates,  and. that 
where  there  had  been  departures  from  that  scale  In  connection 
with  class  rates  named  In  the  suspended  schedules,  those  de- 
partures had  been  due  to  the  necessity  of  holding  as  maxima  the 
present  rate  from  New  York  and  Interior  seaboard,  as  those  rates 
continued  to  apply  via  other  lines. 

The  modified  12  cent  differential  scale  was  not  opposed  ex- 
cept by  Galveston  Interests,  which  contended  that  the  same  scale 
should  be  used  as  now  applies  on  traffic  from  Galveston  and 
Houston  to  interior  Texas  points.  The  Commission  agreed  with 
the  Galveston  interests,  so  that  In  applying  the  12  cent  differen- 
tial scale  the  Mallory  and  Morgan  lines,  if  and  when  they  file- 
modified  schedules,  will  have  to  meet  the  objections  set  forth  by 
the  Galveston  interests  and  approved  by  the  Commission. 

In  connection  with  that  12  cent  differential  scale,  the  Com- 
mission said  that  if  the  rates  from  New  York  and  Interior  sea- 
board to  Houston  and  group  were  made  higher  than  rates  to 
Galveston  on  the  12  cent  scale  now  applicable  on  interior  Texas 
traffic,  no  reason  could  be  seen  why  a  uniform  scale  of  differen- 
tials should  not  be  made  applicable,  seaboard  over  New  York,  on 
traffic  to  both  Houston  and  Galveston. 

Some  reductions  in  commodity  rates  were  carried  In  the 
suspended  schedules,  which  had  not  been  made  under  the  pro- 
posed general  basis  of  readjustment  but  in  the  usual  course  of 
business.  Among  such  rates  were  those  made  to  equal  the  com- 
bination via  the  route  of  movement;  additions  to  commodity 
descriptions  already  in  effect,  and  to  make  rates  on  the  added 
commodities  the  same  as  the  rates  to  other  points  on  the  usual 
basis;  and  to  make  rates  via  the  Morgan  Line  the  same  as  already 
in  effect  via  the  Mallory  Line.  No  particular  protest  was  made 
against  those  changes,  and  the  Commission  said  they  should  be 
allowed  to  go  into  effect. 

On  certain  commodities  rates  to  Galveston  from  interior  sea- 
board are  now  made  on  romhinatinns  nf  Inral  rates  to  and  from 
New  York,  which,  in  many  instances  result  in  rates  to  Galveston 
higher  than  thp  through  rntpg  pnnfpmpnrgnpnnslv  In  pffprt  tn 
T-TQllfitPn  nwr  thf>  g;mip  rplltp  thq  fraffl/*  TpflVJnff  thmitgh  fffllypc. 

ton.  The  Commission  said  that  such  rates,  which  are  proposed 
from  the  interior  seaboard  to  Galveston  made  differentially  higher 
than  rates  to  Houston  via  Galveston,  appear  to  be  properly 
aligned  with  the  rates  to  Houston  and  remove  the  fourth  section 
departures.  The  Houston  interests  withdrew  their  protest  as  to 
those  items.  Therefore  they  go  into  effect. 

Objections  to  any  reduction  were  made  by  the  Gulf,  Colorado 
&  Santa  Fe;  Beaumont,  Sour  Lake  &  Western;  Orange  &  North- 
western; St.  Louis,  Brownsville  &  Mexico;  International  &  Great 
Northern;  Missouri,  Kansas  &  Texas,  both  parent  and  Texas 
subsidiary,  and  the  Trinity  &  Brazos  Valley.  They  said  that  a 
reduction  in  the  rates  from  New  York  and  points  in  seaboard 
territory  to  Galveston,  Houston  and  interior  Texas  points  would 
lead  to  reductions  in  rates  via  all-rail  routes  from  C.  F.  A.  terri- 
tory, and  that  while  the  reductions  proposed  were  confined 
largely  to  points  near  the  Texas  ports  and  rates  to  points  in 
northern  Texas  were  not  directly  affected,  such  points  are  In- 
termediate to  Galveston  and  Houston  on-  traffic  from  C.  F.  A. 
territory,  and  that  a  reduction  in  the  rates  to  these  points  would 
require  a  corresponding  reduction  in  rates  to  northern  Texas. 
They  further  urged,  that  the  proposed  rates  would  have  the  ef- 
fect of  reducing  the  combinations  to  many  interior  Texas  points. 
They  said  they  had  not  joined  in  the  reductions  proposed,  but 
that  a  reduction  in  through  rates  in  which  they  did  join  would 
be  necessary  in  order  to  avoid  departures  from  the  aggregate 
of  the  intermediates  clause  of  the  fourth  section.  They  added 
that  the  Southern  Pacific  lines  which  reached  many  of  the  prin- 
cipal points  In  Texas  joined  in  the  proposed  through  rates  to 
interior  Texas  destinations,  and  that  competition  would  force 
reductions  in  rates  to  competitive  points.  They  feared  a  rate 
war  between  the  steamship  lines  and  more  serious  reductions 
than  had  been  proposed  by  the  Mallory  and  Morgan  lines. 


EXPORT  RATES  ON  EVAPORATED  MILK 

Arrangements  between  a  shipper  and  carrier,  whereby  the 
latter  seeks  to  bind  itself  to  refund  part  of  freight  money  to  the 
basis  of  a  rate  to  be  established  after  the  agreement  Is  made, 
apparently  did  not  influence  the  Commission  in  disposing  of  No. 
11403,  Nestle's  Food  Co.,  Inc.  vs.  Mobile  &  Ohio  et  al.,  opinion 
No.  6881,  61  I.  C.  C.,  695-7,  which  it  has  dismissed.  It  held  that 
rates  on  evaporated  milk  from  points  in  Wisconsin  and  Indiana 
to  New  Orleans  and  Mobile,  for  export,  during  January,  Febru- 
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ary  and  March,  1917,  were  not  unreasonable,  unjustly  discrimina- 


Dnnew  contracted  with  agents  of 

the  British  government  to  supply  a  large  quantity  of  evapora 
milk  for  delivery  F.  O.  B.  vessels  in  this  country,  the  alloca- 
tion of  vessels  and  designation  of  ports  to  be  made  by  the 
British  Ministry  of  Shipping.  At  the  time  the  contracts  were 
made  it  was  the  practice  of  the  complainant  to  use  the  Atlantic 
ports.'  In  January,  1917,  the  British  Ministry  of  Shipping  began 
allocating  ships  to  Mobile  and  New  Orleans  for  the  traffic  in 

^Certain  "southern  carriers  advised  the  British  authorities 
and  the  complainant  that  the  rates  through  New  Orleans  and 
Mobile  would  be  reduced  to  meet  the  rates  then  applying  to 
the  north  Atlantic  ports,  and  that  application  would  be  made 
later  to  the  Commission  for  authority  to  refund  to  the  basis 
of  the  lower  rates.  Effective  March  20,  1917,  Baltimore  rates 
were  made  applicable  to  New  Orleans  and  Mobile.  Before  the 
rates  were  reduced,  60  carloads  of  evaporated  milk  had  moved. 
On  two  shipments  from  Reedsburg,  Wis.,  to  Mobile,  domestic 
rates  were  imposed.  The  Commission  said  that  such  overcharges 
should  be  refunded  to  the  export  basis.  After  stating  the  fact 
that  there  was  an  agreement  between  some  of  the  railroads  and 
the  complainant  to  refund  down  to  the  basis  of  the  subsequently 
established  rates,  the  Commission  made  no  further  reference  to 
the  agreement,  but  made  the  holding  and  entered  the  order 
hereinbefore  mentioned. 

The  reductions  were  large.  Rates  of  43  cents  from  Delavan, 
Wis.,  and  Sheridan,  Ind.,  were  reduced  to  32.5  cents;  and  rates 
of  54  cents  from  Reedsburg  and  Middleton,  Wis.,  were  reduced 
to  36.5  cents. 


The  complainants,  in  support  of  their  attack  upon  the  rates 
to  the  Florida  points  mentioned,  cited  carload  rates  from  Louis- 
ville to  10  of  these  Florida  junctions,  which  for  an  average  dis- 
tance of  740  miles  averaged  42.5  cents;  the  average  rate  for  the 
average  distance  of  711  miles  to  Quitman,  Thomasville  and 
Valdosta  is  36  cents.  The  Commission  said  that  the  Florida  rates 
violated  the  principle  that  as  distance  increased  the  earnings 
per  ton  mile  should  decrease.  In  further  elaboration  of  the  rate 
situation  in  Florida,  the  Commission  said  that  to  11  junction 
points  in  Florida  the  average  rate  was  36.8  cents,  while  the  aver- 
age rate  to  representative  junction  points  in  southern  Georgia 
was  32  cents. 

This  case  grew  out  of  the  readjustment  of  rates  on  soaps 
on  January  1,  1916.  The  adjustment  was  made  by  the  railroads  in 
compliance  with  the  Commission's  order  in  fourth  section  viola- 
tions in  the  Southeast,  30  I.  C.  C.  353  and  32  I.  C.  C.,  61.  The 
railroads  canceled  their  any  quantity  rates  substituting  therefor 
carload  and  less  than  carload  commodity  rates.  In  their  com- 
plaint the  soap  manufacturers  and  distributors  raised  the  ques- 
tion as  to  whether  there  should  be  carload  and  less  carload  rat- 
ings. The  complainants  admitted  that  if  the  Commission  thought 
there  ought  to  be  a  carload  and  a  less  carload  rate,  and  no  any- 
quantity  rate,  the  difference  established  by  the  railroads  was 
fair  and  reasonable.  The  Commission's  decision  amounts  to  a 
conclusion  that  there  should  be  carload  and  less  carload  rates 
and  that  the  adjustment  made  was  reasonable  except  to  the 
Florida  destinations. 


COAL,  KENTUCKY  TO  JACKSON,  MICH. 

The  Commission  has  dismissed  No.  11690,  Dewey  Fuel  Co. 
vs.  Cincinnati  Northern,  Director-General,  et  al.  opinion  No.  6882, 
61  I.  C.  C.,  697-9,  holding  that  the  rate  on  coal  from  mines  in 
Kentucky  on  the  Louisville  &  Nashville,  group  1,  to  Jackson, 
Mich.,  applicable  late  in  1918  and  early  in  1919,  were  not  un- 
reasonable nor  unjustly  discriminatory.  It  further  held  that  the 
complainant  had  not  shown  itself  to  have  been  damaged  by  any 
undue  prejudice  that  may  have  existed. 

The  complaint  grew  out  of  the  readjustment  made  in  rates 
prior  and  incident  to  the  imposition  of  rates  decreed  in  General 
Order  28.  '  The  railroads  against  which  the  complaints  were 
made  did  not  comply  with  the  orders  of  the  Commission  in  46 
I.  C.  C.  66,  until  just  before  the  operative  date  of  General  Order 
28.  The  complainant  contended  that  the  readjustment  made  just 
prior  to  the  operative  date  of  General  Order  28  was  in  violation 
of  the  Commission's  decision  in  Bituminous  Coal  to  C.  F.  A., 
hereinbefore  mentioned  as  being  reported  in  46  I.  C.  C.,  66.  The 
Commission  called  attention  to  the  fact  that  on  May  27,  1918, 
it  had  entered  a  general  order  which  provided  "that  all  out- 
standing orders  of  this  Commission  heretofore  entered  and  un- 
expired,  which  prescribe  a  fixed  differential,  arbitray  or  other 
difference  as  between  points  and  localities,  be,  and  they  are  here- 
by, modified  so  as  to  permit  the  carriers'  defendant  in  said 
cases  to  make  effective  «  *  *  freight  rates  on  June  25,  1918, 
not  in  excess  of  those  specified  in  said  General  Order  28."  That 
permission  operated  as  a  bar  to  the  contention  that  the  rates 
were  not  in  accordance  with  the  prior  order  of  the  Commission. 

RATES  ON  SOAPS  AND  POWDERS 

In  a  report  on  No.  9297,  Procter  &  Gamble  Distributing  Co. 
et  al.  vs.  Alabama  Central  et  al.,  opinion  No.  6883,  61  I.  C.  C., 
700-8,  the  Commission  held  that  the  rates  on  soaps,  washing, 
cleansing  and  soap  powders  and  scouring  compounds  from  Cin- 
cinnati, St.  Bernard  and  Ivorydale,  0.,  Port  Ivory,  N.  Y.,  Wee- 
hawken  and  Jersey  City,  N.  J.,  St.  Louis,  the  two  Kansas  Cities, 
Louisville  and  Chicago  to  destinations  in  the  Southeast  are  not 
unreasonable  or  otherwise  unlawful. 

The  Commission  held,  however,  that  the  rates  to  junction 
points  in  northern  Florida,  from  the  points  of  origin  mentioned, 
are  unreasonable.  That  finding  is  another  combination  of  the 
method  used  by  the  carriers  in  making  rates  to  Florida  destina- 
tions. The  specific  finding  is  that  the  rates  on  soaps,  washing, 
cleansing  and  soap  powders  and  scouring  compounds,  of  declared 
or  agreed  value  not  in  excess  of  20  cents  per  pound,  from  the  points 
of  origin  mentioned  to  Tallahassee,  Monticello,  Live  Oak,  Jasper, 
Lake  City,  Greenville,  Madison,  Quincy,  Perry  and  Capitola,  Fla., 
are  and  for  the  future  will  be  unreasonable,  because  and  to  the 
extent  that  they  exceed  or  may  exceed,  distance  considered,  tho 
rates  contemporaneously  maintained  from  the  same  points  to 
Quitman,  Thomasville  or  Valdosta,  Ga.  The  further  finding  is 
that  the  water  and  rail  rates  from  Port  Ivory,  Weehawken  and 
Jersey  City  on  these  commodities  of  the  value  specified  are  and 
for  the  future  will  be  unreasonable  to  the  extent  that  they  ex- 
ceed or  may  exceed  to  Lake  City,  Live  Oak  and  Jasper,  Fla 
e  rates  contemporaneously  maintained  to  Valdosta,  Ga.;  to 
Madison.  Greenville  and  Perry,  Fla.,  those  contemporaneously 
maintained  to  Quitman;  to  Monticello  and  Capitola  those  main- 
tained to  Thomasville;  and  to  Tallahassee,  Quincy  and  River 
Junction  those  maintained  to  Bainbridge,  Ga, 


BLACKSTRAP  TO  NORFOLK,  VA. 

The  Commission  has  dismissed  No.  11474,  Norfolk  Feed 
Milling  Co.,  Inc.,  vs.  Pennsylvania  Railroad,  Director-General  et 
al.,  opinion  No.  6890,  61  I.  C.  C.  738-739,  holding  that  the  rates 
on  final  or  blackstrap  molasses  in  tank  cars  from  New  York  and 
Philadelphia  to  Norfolk,  Va.,  were  and  are  not  unjust,  unreason- 
able or  unduly  prejudicial.  The  complainant  assailed  a  com- 
modity rate  of  22  cents  from  New  York  and  21  cents  from  Phila- 
delphia, and  suggested  as  reasonable  a  rate  of  from  13  to  15  cents 
from  Philadelphia,  with  the  rate  from  New  York  one  cent  higher. 
Commissioner  Hall,  who  wrote  the  report,  said  the  complainant 
compared  the  rates  assailed  with  lower  rates,  distance  con- 
sidered, from  South  Atlantic  and  Gulf  ports  to  various  points, 
and  rates  of  15  cents  from  Norfolk  to  Wilmington  and  20.5 
cents  from  New  York  and  Philadelphia  to  Buffalo;  also  with 
lower  rates  on  other  commodities  such  as  canned  goods,  cement, 
fertilizer,  grain  and  grain  products,  cottonseed  oil,  plaster  and 
sugar  from  New  York  and  Philadelphia  to  Norfolk. 

Commissioner  Hall  said  that  the  rates  from  the  southern 
ports  are  highly  competitive  as  between  those  ports  and  that 
similarity  of  transportation  conditions  had  not  been  shown.  He 
called  attention  to  the  fact  that  the  cost  of  service  from  New 
York  is  greater  than  from  the  other  ports.  The  railroads  said 
that  the  6th  class  rate  to  Buffalo,  on  which  blackstrap  moves, 
is  depressed  because  controlled  by  the  New  York-Chicago  scale, 
•  which  in  turn  is  influenced  by  competition  from  New  Orleans. 

The  reasonableness  of  the  class  rate,  Mr.  Hall  said,  was  not 
challenged.  Reference,  he  said,  had  been  made  to  an  unnamed 
competitor  at  Buffalo,  but  there  was  no  showing  of  competition 
or  damage,  the  Commissioner  said,  hence  the  order  of  dismissal. 


COTTON,  LOUISVILLE  TO  ATLANTA 

In  the  opinion  of  the  Commission,  expressed  in  a  report  on 
No.  11344,  Speir  &  McKay  vs.  Louisville  &  Nashville,  Director- 
General,  et  al.,  and  parts  of  fourth  section  applications  Nos.  458, 
1548  and  1952,  opinion  No.  6889,  61  I.  C.  C.,  736-7,  a  combina- 
tion rate  of  $1.14%  on  carloads  of  cotton  linters  from  Louisville 
to  Atlanta,  imposed  in  June  and  July,  1919,  was  not  unreason- 
able or  unduly  prejudicial.  The  movement  was  sporadic.  There 
was  no  evidence  of  any  movement  from  Louisville  to  Atlanta 
either  before  or  after  these  shipments  in  1919.  The  rate  on  cot- 
ton linters  from  Louisville  to  Atlanta  is  and  was  the  same  as 
on  cotton,  although  at  the  time  cotton  was  worth  35  cents  per 
pound  and  linters  worth  from  4  to  8  cents.  The  Commission, 
especially  in  Louisiana  Cotton  46  I.  C.  C.,  451,  approved  rates 
on  linters  as  high  as  those  on  cotton. 

In  fourth  section  order  No.  7968,  the  Commission  denied 
fourth  section  relief  as  to  cotton  linters  from  Louisville,  effec- 
tive September  1. 


NEWSPRINT   RATE   RELATIONSHIPS 

A  new  relationship  of  groups  of  origin  on  rates  on  newsprint 
paper,  to  be  effective  on  or  before  September  9,  has  been  estab- 
lished by  orders  in  No.  11028,  Lake  Superior  Paper  Co.,  Ltd.,  et  al. 
vs.  Ahnapee  &  Western,  Director-General,  et  al.,  opinion  No.  6884, 
61  I.  C.  C.,  709-18.  In  a  report  written  by  Commissioner  East- 
man, the  Commission  held  that  the  existing  relationship  from 
Sault  Ste.  Marie  and  Fort  Francis,  Ont,  and  manufacturing 
points  in  Wisconsin  and  Minnesota  to  destinations  in  the  West 
and  Southwest  were  unduly  prejudicial  from  the  several  groups 
and  shipping  points,  excluding  Groos  and  Manistique,  to  the  ex- 
tent that  the  rates  for  the  transportation  within  the  United  States 
from  Sault  Ste,  Marie  exceed  or  may  exceed  those  contenipo- 
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raneously  in  effect,  using  the  Pox  River  group  rates  aa  basin, 
those  contemporaneously  in  effect  from  the  producing  points  or 
Croups  named,  by  more  tluin  the  following  amounts  In  cents  per 
hundred  pounds: 

To  Dubuque  and  Davenport  and  points  taking  the  name  or 
related  rates:  6.6  eents  over  the  Fox  River  and  northern  Wiscon- 
sin groups;  3  cents  over  the  Minnesota  group;  2  cents  over  In- 
ternational Palls  and  Fort  Frances. 

To  Des  Moines  and  points  taking  the  same  or  related  rates: 
6.5  cents  over  the  Fox  River,  northern  Wisconsin,  and  Minnesota 

ips;   3  cents  over  International  Falls  and  Fort  Frances. 

To  Peoria,  St.  Louis,  and  points  beyond  reached  via  St.  Louis, 
including  Shreveport,  La.,  and  points  taking  the  same  or  related 
rates:  :>  cents  over  the  Fox  River  group;  4  cents  over  the  north- 
ern Wisconsin  group;  3  cents  over  the  Minnesota  group;  not  to 
exceed  the  rates  from  International  Falls  and  Fort  Frances. 

To  Memphis  and  New  Orleans:  5  cents  over  the  Fox  River 
group;  4  cents  over  the  northern  Wisconsin  group;  not  to  exceed 
the  rates  from  the  Minnesota  group  and  from  International  Falls 
and  Fort  Frances. 

To  Missouri  River  points,  Kansas  City,  St.  Joseph,  and 
Omaha,  and  points  beyond,  reached  via  those  gateways  and  points 
taking  the  same  or  related  rates;  5  cents  over  the  Fox  River, 
northern  Wisconsin,  and  Minnesota' groups;  3  cents  over  Interna- 
tional Falls  and  Fort  Frances. 

The  gravamen  of  the  complaint,  as  stated  by  Commissioner 
Eastman,  was  that  the  rates  from  the  Soo  compared  with  the 
rates  from  the  basic  Fox  River  group  as  a  rule,  reflected  the 
added  haul  in  greater  degrees  than  did  the  rates  from  other  origin 
points,  although  the  transportation  conditions  did  not  differ  ma- 
terially. 

Commissioner  Eastman  said  that,  under  normal  conditions, 
competition  between  the  manufacturers  of  newsprint  paper  is 
keen.  He  said  it  is  the  practice  of  newspaper  publishers  to  con- 
tract with  the  manufacturers  for  their  annual  supply  of  paper, 
and  as  the  paper  is  sold  F.  O.  B.  mill,  a  difference  of  a  few  cents 
between  the  rates  from  different  pro'ducing  points  is  a  matter 
of  importance  to  the  manufacturers  in  securing  the  contract.  He 
said  there  was  little  difference  between  the  mills  in  quality  of 
product.  At  the  time  the  hearings  were  held,  he  said,  the  com- 
petition between  the  manufacturers  was  less  than  normal,  as 
the  demand  for  newsprint  paper  exceeded  the  supply,  but  that 
that  condition  was  regarded  as  temporary. 

The  Commission  said  no  necessity  was  shown  for  a  readjust- 
ment of  the  rates  to  the  Chicago  group,  to  St.  Paul  and  other 
points  in  Minnesota,  or  to  South  Dakota  and  Wisconsin  points. 


RATES  ON  TARS  AND  PITCHES 

In  the  name  of  and  for  the  sake  of  uniformity,  the  Commis- 
sion, in  a  report  on  No.  10996,  H.  F.  Watson  Company  et  al.  vs. 
Alton  &  Southern  et  al.,  opinion  No.  6885,  61  I.  C.  C.,  719-726, 
has  ordered  the  carriers  to  establish,  on  or  before  August  27,  rates 
on  roofing  and  paving  tars  and  pitches  and  fuel  pitch,  in  official 
classification  territory  other  than  New  England,  at  80  per  cent 
of  sixth  class.  Locally  in  New  England  the  basis  is  to  be  sixth 
class.  Between  trunk  line  and  New  England  the  sixth  class 
basis  is  to  prevail  where  the  greater  part  of  the  haul  is  east  of 
the  Hudson.  Rates  more  than  80  per  cent  of  sixth  class,  ex- 
cept in  New  England,  and  rates  in  New  England  greater  than 
sixth  class,  have  been  condemned  as  unreasonable.  Reparation 
has  been  denied,  without  explanation  as  to  why  the  shippers  are 
to  have  none  of  their  money  returned  to  them. 

The  case  was  brought  in  behalf  of  practically  all  shippers  of 
the  tars  and  pitches  in  question  on  the  theory  that  60  per  cent 
of  sixth  class  could  be  shown  to  be  reasonable.  In  one  of  the 
exhibits  it  was  shown  that  the  Barrett  Company,  one  of  the  com- 
plainants, on  more  than  4,000  cars  shipped  between  June  and 
November,  1918,  paid  an  average  rate  of  slightly  less  than  13 
cents  for  an  average  distance  of  175  miles.  On  shipments  with 
an  average  haul  of  196.8  miles  the  average  rate  was  13.1  cents, 
on  which  the  average  earnings  were  13.5  mills  per  ton  mile, 
and  61.97  cents  per  car-mile  on  an  average  loading  of  45.85  tons 
per  car.  The  complainants  thought  that  sixty  per  cent  of  sixth 
class,  yielding  39  cents  per  car-mile  for  the  average  haul,  would 
be  an  exceedingly  remunerative  basis.  The  average  weighted 
haul  was  about  156  miles.  The  rate  for  which  the  complainants 
asked  on  that  haul  would  have  yielded  10.77  mills  per  ton-mile 
and  49.38  mills  per  car-mile. 

The  finding  that  80  per  cent  of  sixth  will  be  a  reasonable 
basis  will  result  in  an  increase  in  the  rates  between  Chicago 
and  New  York,  in  territory  where  the  heaviest  movement  now 
takes  place.  There  will  be  some  decreases  in  New  England  and 
in  trunk  line  territory.  Sixty  per  cent  of  sixth  would  have  re- 
sulted in  decreases  in  central  freight  association  territory,  which, 
until  the  Disque  scale  was  put  into  operation,  was  a  low  spot  in 
freight  rates. 

Among  the  facts  urged  upon  the  attention  of  the  Commission 
as  a  reason  for  reducing  the  rates  was  that  they  were  generally 
higher  than  rates  on  tars  and  pitches  in  every  other  classification 
territory.  The  carriers  answered  that  the  low  rates  in  those  terri- 
tories on  lime  and  other  low  grade  commodities  were  established 
to  encourage  agriculture  and  industries.  To  that  the  complainants 
retorted  that  the  tar  and  pitch  industries  need  encouragement 


JUKI  a.s  much  as  other  Industries.  They  added  that  If  rate*  were  not 
reduced  tome  of  the  complainants  will  have  to  go  out  of  busi- 
ness because  the  materials  with  which  tar  and  pitch  compete 
have  more  favorable  rates.  One  of  the  complainants.  It  wan  testi- 
fied, had  already  made  efforts  to  get  rid  of  that  part  of  Its  equip- 
ment used  In  the  manufacture  of  tar  and  pitch  for  road-building 
purposes. 

A  rate  of  27.5  cents  from  Chicago  to  New  York  was  attacked 
In  particular  as  of  a  stifling  character.  It  is  about  73%  per  cent 
of  the  sixth  class.  The  complainants  showed  that  the  car-mile 
on  pitch  and  tar  Is  greater  than  the  average  car-mile  on  all 
traffic  because  they  load  heavily. 

Commissioner  Daniels,  who  wrote  the  report,  remarked  that 
there  was  a  marked  lack  of  uniformity  In  the  rates  on  the 
products  In  question  and  admitted  that  there  was  difficulty  In 
arriving  at  a  uniform  scale  which  would  be  reasonable,  especially 
as  the  rates  In  effect  appeared  to  have  been  constructed  without 
regard  to  their  relationship  to  sixth  class,  the  rating  placed  upon 
tar  and  pitch  by  the  makers  of  the  classification.  Some  of  It 
moves  at  rates  as  low  as  73 Vi  per  cent  and  some  on  rates  higher 
than  sixth.  He  said  an  analysis  of  the  exhibits  seemed  to  Indi- 
cate that  rates  80  per  cent  of  sixth  class  would  reduce  the 
revenues  of  the  carriers  a  little,  but  that  such  a  move  would 
at  the  same  time  establish  a  desirable  uniformity. 

In  defending  the  rates  the  carriers  insisted  that  they  were 
too  low  and  that  they  should  be  made  at  least  90  per  cent  of 
sixth. 


COAL  TAR,  TENN.  TO  SOLVAY,  N.  Y. 

In  a  report  written  by  Commissioner  Eastman,  on  No.  11279, 
Chattanooga  Coke  &  Gas  Co.  vs.  Dayton,  Toledo  &  Chicago, 
Director-General,  et  al.,  and  fourth  section  applications  NOB. 
542,  1548  and  3965  of  the  Alabama  Great  Southern,  Southern  and 
C.  N.  O.  &  T.  P.,  opinion  No.  6887,  61  I.  C.  C.,  729-32,  the  Com- 
mission held  that  rates  on  coal  tar  oil  in  tank  cars  from  Chat- 
tanooga, Tenn.,  to  Solvay,  N.  Y.,  were  unreasonable,  and  in 
some  instances  otherwise  unlawful.  It  awarded  reparation. 
In  fourth  section  order  No.  7966,  based  on  the  applications  here- 
inbefore mentioned,  the  Commission  denied  relief  as  of  Septem- 
ber 1  on  coal  tar  from  Birmingham  and  Chattanooga  to  Solvay. 

The  complaint  covered  33  carloads  shipped  between  May  8, 

1918,  and  January  24,  1919.     Four  of  the  shipments  moved  over 
the    Southern   and    its   connections    through    Hagerstown,    Md., 
1,012  miles,  and  the  remainder  over  either  the  C.  N.  O.  &  T.  P. 
or  the  Southern  and  the  Louisville  &  Nashville  to  Cinclnati  and 
various  of  the  other  defendants,  927  miles  via  the  short  line. 
Charges  were  collected  at  the  applicable  joint  sixth  class  rate 
of  49  cents  prior  to  June  25,  1918,  and  61  cents  thereafter.    Con- 
temporaneously there  were  commodity  rates  of  29  and  36.5  cents 
prior   to   June   25   on   like   traffic   from   Birmingham   and   group 
points  to  Solvay.    Chattanooga  is  intermediate.    On  January  30, 

1919,  a  commodity  rate  of  44  cents  from  Chattanooga  was  estab- 
lished; the  Birmingham  rate  was  increased  to  the  same  figure 
and  maintained  via  all  lines  under  federal  control.     At  a  later 
time  it  was  made  operative  over  lines  not  under  federal  control. 

The  Commission  found  that  the  rates  were  unreasonable  to 
the  extent  that  they  exceeded  44  cents  per  100  pounds  and  that 
the  rates  via  Cincinnati  were  unlawful  and  unreasonable  because 
and  to  the  extent  that  they  exceeded  the  aggregate  of  the  in- 
termediates. 


RATES    ON    NITRATE    OF    SODA 

The  Commission  has  made  a  finding  of  unreasonableness 
and  an  award  of  reparation  on  rates  covering  nitrate  of  soda 
from  New  York  and  Baltimore  to  Sandusky,  O.,  and  from  Balti- 
more to  Ivorydale,  O.,  in  a  report  on  No.  11368,  Jarecki  Chemical 
Co.  vs.  Baltimore  &  Ohio,  Director-General,  et  al.,  opinion  No. 
6880,  61  I.  C.  C.  692-4.  It  held  the  rates  on  and  after  June  Z5. 
1918,  to  be  unreasonable  because  and  to  the  extent  that  they 
exceeded  25.5  cents  from  New  York;  22.5  cents  from  Baltimore 
to  Sandusky,  and  25.5  from  Baltimore  to  Ivorydale.  Reparation 
is  to  be  made  to  that  basis. 


MINIMUM  CHARGES  ON  L.  C.  L.  SHIPMENTS 
A  holding  of  non-justification  has  been  made  in  I.  and  S. 
No.  1322,  minimum  charge  on  less-carload  shipments,  opinion 
No.  6886,  61  I.  C.  C.  727-8.  The  Commission,  speaking  through 
Commissioner  Daniels,  said  that  the  proposed  schedules  stating 
new  individual  and  joint  minimum  rates  and  charges  for  1.  c.  1. 
shipments,  between  eastern  and  Interior  eastern  points  on  the 
one  hand  and  destinations  in  Carolina,  Southeastern  and  south- 
eastern Mississippi  Valley  territories  on  the  other,  and  new 
individual  and  joint  regulations  and  practices  affecting  such 
rates  and  charges,  were  without  justification.  The  effect  of  the 
proposed  changes  would  have  been  to  apply  the  first  class  rate 
for  100  pounds  as  a  minimum  charge  on  1.  c.  1.  shipments  except, 
that  for  the  transportation  of  cotton  piece  goods,  the  charge 
would  be  the  commodity  rate  for  200  pounds.  The  changes 
would  have  resulted  in  an  Increase  on  the  vast  majority  of 
1.  c.  I.  shipments.  No  attempt  was  made  by  any  rail  carrier  to 
justify  the  changes.  The  Clyde  Steamship  Company  presented 
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a  witness  whose  testimony  consisted  principally  of  information 
regarding  the  unsatisfactory  divisions  received  by  the  steamship 
company  from  the  present  joint  through  rate. 

STATUS  OF  INDUSTRIAL  ROADS 

The  Traffic  World  Washington  Bureau 

In  a  report  on  the  status  of  industrial  railroads  the  Commis- 
sion held,  June  10,  that  the  Wyandotte  Terminal,  owned  by  the 
Michigan  Alkali  Company,  is  not  a  common  carrier.  It  there- 
fore may  not  demand  or  receive  divisions  but  may  receive  allow- 
ance for  services  it  performs  in  switching  cars  in  the  Detroit 
district.  The  Commission  held  that  the  Wyandotte  Southern, 
owned  by  the  Pennsylvania  Salt  Company,  is  a  common  carrier 
but  must  have  its  divisions  supervised.  It  also  lies  in  Detroit 
switching  district. 

MINOR  COMMISSION  ORDERS 

The  Traffic  World   Washington  Bureau 

The  Commission  has  reopened  Nos.  9294,  Portland  Traffic 
&  Transportation  Association'  vs.  Southern  Pacific  and  Director- 
General,  9434,  same  vs.  same,  and  9472,  the  Medford  Commer- 
cial Club  vs.  same. 

The  complaint  in  No.  12561,  Indiahoma  Refining  Co.  vs. 
Director-General,  Ahnapee  &  Western  et  al.,  has  been  amended 
by  making  the  Clinton  &  Oklahoma  Western  Railroad  and 
others  additional  parties  defendant. 

The  Chamber  of  Commerce  of  East  St.  Louis,  111.,  has  been 
permitted  to  intervene  in  No.  12711,  Perry  County  Coal  Corpo- 
ration vs.  East  St.  Louis  &  Suburban  Railway  Co.  et  al. 

The  Southeastern  Express  Company  has  ben  permitted  to 
intervene  in  No.  12747,  Merchants  &  Manufacturers  Association 
of  Baltimore  vs.  American  Railway  Express  Co. 

The  complaint  in  No.  12757,  Texas  Livestock  Shippers'  Pro- 
tective League  et  al.  vs.  Director-General,  St.  L.  S.  W.  of  T., 
has  been  amended  by  making  the  G.  C.  &  S.  F.  Ry.  Co.,  the  M.  K. 
&  T.  Ry.  of  T.,  and  C.  E.  Schaff,  receiver,  and  St.  L.  S.  F.  Ry. 
of  T.  additional  parties  defendant.  Jess  Carter  et  al.  and  C.  E. 
Barnes  et  al.  have  been  permitted  to  intervene  in  this  proceeding. 

The  American  Cotton  Oil  Company,  Gulf  and  Valley  Cotton 
Oil  Company,  the  Procter  &  Gamble  Company,  the  Southern 
Cotton  OH  Company  and  Southport  Mill,  Ltd.,  have  been  per- 
mitted to  intervene  in  No.  11495,  Magnolia  Provision  Company 
et  al.  vs.  Abilene  &  Southern  Railway  et  al. 


U.  S.  SUPREME  COURT  DECISIONS 


VALUE  OF  C.  T.  H.  &  S.  E. 

The  Traffic   World   Washington  Bureau 

In  valuation  docket  No.  41,  the  Commission  has  stated  the 
final  value  of  the  property  of  the  Chicago,  Terre  Haute  &  South- 
eastern used  for  common  carrier  purposes  at  $20,502,223.  All 
except  $2,223  is  property  owned  by  the  corporation.  The  small 
sum  is  the  value  of  the  property  used  by  it  in  common  carrier 
service  but  not  owned  by  it 

In  obedience  to  the  part  of  the  valuation  statute,  construed 
by  the  supreme  court  in  the  Kansas  City  Southern  case,  the  Com- 
mission has  estimated  the  "original  and  present  cost  of  condem- 
nation and  damages,  or  of  purchase  of  lands  in  excess  of  such 
original  cost  or  present  value"  to  be,  in  Illinois,  $358,358  and  in 
Indiana,  $695,199,  a  total  of  $1,053,557. 

The  sum  of  $580,924,  on  account  of  working  capital  and  ma- 
terials and  supplies,  is  included  in  the  sum  representing  the 
final  value.  In  reaching  the  final  value  the  Commission  included 
the  excess  cost  of  carrier  land,  appreciation,  depreciation,  going 
concern  value,  and  working  capital,  materials  and  supplies,  and 
as  the  report  said,  "other  matters  which  appear  to  have  a  bear- 
ing upon  the  values  here  reported." 


RATES  FROM  HEAD  LAKE  PORTS 

The  Commission  has  amended  its  order  in  No.  6194,  Holmes 
&  Hallowell  vs.  Great  Northern,  and  No.  7895,  Traffic  Bureau 
of  the  Commercial  Club  of  Aberdeen,  S.  D.,  vs.  Great  Northern 
et  al.,  so  as  to  require  the  establishment  of  the  rates  therein 
ordered,  to  apply  from  Duluth  and  all  other  ports  at  the  head 
of  the  lakes  from  which  Duluth  rates  applied  on  the  date  of 
the  order,  namely,  March  8.  As  drawn,  the  order  directed  the 
establishment  of  Duluth  rates  from  all  head  of  the  lake  ports 
regardless  of  whether  they  had  or  had  not  theretofore  taken 
Duluth  rates.  The  modification  of  the  order  specifically  limits 
the  scope  of  the  order  to  Duluth  and  the  ports  which  on  that 
date  had  Duluth  rates. 


CHANGES   IN    DOCKET 

Hearing  In  I.  and  S.  1329,  stone  from  Bowling  Green,  Ky 
to  eastern  and  southern  points,  assigned  for  June  6,  at  Bowling 
Green,  Ky.,  before  Examiner  Witters,  was  canceled. 

Argument  In  No.  11659,  Marlon  &  Eastern  Railroad  Company 
3.  &  E.  I.  et  al.,  assigned  for  June  9  at  Washington,  was 
postponed  to  a  date  to  be  hereafter  fixed. 

Argument  in   11850,  Superior  &   Southeastern  Railway   Co 
(rector-General,  C.  St.  P.  M.  &  O.,  et  al.,  assigned  for  June 
9  at  Washington,  was  cancelled. 


WIRE  COMPANIES  NOT  LIABLE 

The   Traffic   World   Washington  Bureau 

Wire  companies  which  were  under  federal  control  cannot 
be  held  liable  for  payment  of  damages  resulting  from  negligent 
delay  in  delivery  of  messages  during  the  period  of  federal  con- 
trol the  U  S  Supreme  Court  held,  June  6,  in  reversing  the 
Supreme  Court  of  North  Carolina,  in  No.  293,  Western  Union 
vs  S  B.  Poston.  The  state  court  affirmed  the  judgment  of  the 
trial  court  against  the  Western  Union,  for  delay  in  delivery  of 
an  intrastate  message,  in  November,  1918.  It  was  urged  on 
behalf  of  the  claimant,  that  telegraph  companies  should  be  held 
liable,  because  otherwise  those  using  the  systems  would  be 
without  remedy  for  losses  suffered  during  federal  control.  The 
U.  S.  Supreme  Court  said,  whether  or  not  that  was  true,  it  had 
no  occasion  to  consider  it  in  this  case,  but  that  if  Congress  had 
omitted  to  provide  adequately  for  the  protection  of  the  rights 
of  the  public,  Congress  alone  could  provide  the  remedy. 

INTRASTATE  RATE  CASES 

The   Traffic   World   Washington  Bureau 

Litigation  involving  the  Commission's  authority  to  regulate 
intrastate  rates  under  the  transportation  act  went  over  until  the 
Fall  term  of  the  U.  S.  Supreme  Court.  Adjournment  until  Octo- 
ber 3  was  taken,  June  6,  without  a  decision  being  rendered  in 
the  Wisconsin  intrastate  rate  case,  which  was  argued  some  time 
ago.  A  number  of  intrastate  cases  are  pending  in  the  court,  and 
since  the  Wisconsin  case  was  not  decided,  it  is  regarded  as 
probable  that  the  court  may  dispose  of  the  issue  in  one  main 
decision  in  the  fall.  Texas  was  permitted  to  file  its  complaint 
against  the  Commission  and  the  Railroad  Labor  Board. 

PAY    FOR    CARRIAGE    OF    MAIL 

The  court  of  claims  was  affirmed  by  the  United  States  Su- 
preme Court,  June  6,  in  No.  52,  Missouri,  Kansas  &  Texas  vs. 
United  States,  on  a  holding  against  the  carrier  which  sought 
to  recover  a  judgment  of  $9,429.92,  as  additional  pay  for  carriage 
of  the  mails  between  July  1,  1912.  and  July  1,  1914.  Discon- 
tinuance of  a  fast  mail  train  between  Parsons,  Kan.,  and  Texas 
points  caused  the  Post  Office  Department  to  divert  mail  to  other 
lines  and  make  a  deduction  from  the  amount  due  the  M.  K.  &  T. 
The  court  held  in  effect  that  the  discontinuance  of  the  fast 
mail  train  was  a  violation  of  its  contract  with  the  Department 
and  that  it  could  not  expect  to  get  the  same  amount  of  pay 
that  it  would  have  received  if  the  service  had  been  maintained 
as  stipulated  in  the  contract. 


ASSIGNING  OF  CLAIMS  UNDER  MERGER 
In  No.  62,  Seaboard  Air  Line  vs.  United  States,  the  United 
States  Supreme  Court,  June  6,  reversed  the  court  of  claims  for 
holding  against  the  railroad  company  in  an  action  in  which  the 
company  sought  to  recover  balances  due  for  transportation 
services  originally  payable  to  the  Florida  Central  and  Peninsular 
Railroad  Company,  which  was  merged  with  the  Seaboard.  The 
court  of  claims  held  against  the  company  under  a  federal  sta- 
tute providing  that  claims  against  the  United  States  can  not 
be  assigned.  The  Supreme  Court  said  it  could  not  believe  that 
Congress  intended  to  discourage,  hinder  or  obstruct  the  orderly 
mergers  or  consolidations  of  corporations  that  various  states 
might  authorize  in  the  public  interest  and  that  therefore  the 
statute  did  not  apply  to  the  Seaboard's  claim. 


SUIT  FOR  COMPENSATION  DISMISSED 
The  Ulster  &  Delaware,  through  A.  G.  Hagerty,  its  attorney, 
has  dismissed  the  case  brought  by  it  in  the  court  of  claims,  for 
just  compensation  and  other  claims  under  the  federal  control 
law.  The  dismissal,  announced  by  the  court  of  claims  on  June  6, 
was  made  on  motion  of  the  railroad  company,  because  it  has 
settled  with  the  government.  Compensation  and  final  settle- 
ment, made  as  a  result  of  negotiations  between  the  railroad  and 
the  Railroad  Administration,  was  for  $390,000. 

Dismissal  of  that  case  from  the  docket  of  the  court  of 
claims  leaves  that  tribunal  without  any  case  involving  the  claims 
of  a  railroad  for  compensation  or  other  kind  of  money  due  under 
the  federal  control  law.  It  is  believed,  however,  that  the  court 
will  be  called  upon  to  settle  many  claims.  At  present  railroads 
are  in  great  need  of  money  and  they  are  settling  claims  for  sums 
that,  possibly,  under  other  conditions  they  would  not  think 
themselves  warranted  in  accepting. 


BILL   TO    REMOVE    PULLMAN    SURCHARGE 
Another  bill  striking  at  the  imposition  of  the  surcharge  of 
50  per  cent  on   travel  in  Pullman  cars  has  been  introduced  in 
thc  House   (H.  R.  6745)   by  Representative  Jacoway. 
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INDIANAPOLIS  GRAIN  CASE 

In  a  icntatlve  report  on  No.  11704,  Indianapolis  Board  of 
Trade  vs.  Baltimore  &  Ohio  et  al.,  Examiner  Harris  Fleming 
recommended  a  holding  that  the  tariff  provisions  as  to  grain 
iKiiini;  at  a  lar.ne  number  of  points  'on  the  Lake  Erie  & 
\\Ysieni  in  Indiana  accorded  milling  or  other  transit  services 
:it  Indianapolis  and  reshlpped  as  such,  or  as  manufactured  prod- 
uri.s  to  the  western  termini  of  trunk  lines,  to  trunk  line  ten-l- 
imy, Virginia  cities  and  related  points,  are  not  unreasonable  or 
nniiisily  discriminatory,  but  that  the  relative  adjustment  at 
Indianapolis  and  Noblesville,  Ind.,  results  in  undue  prejudice  to 
Indianapolis  and  undue  preference  of  Noblesville. 

The  examiner  said  that  in  so  far  as  transit  is  maintained 
at  Noblesville,  a  like  service  should  be  maintained  at  Indianap- 
olis and  that  the  through  rates  in  connection  with  such  service 
.should  be  no  higher  when  the  traffic  is  routed  by  way  of  Indi- 
anapolis than  when  routed  by  way  of  Noblesville;  and  that  to 
the  extent  that  the  tariff  provisions  under  attack  did  not  provide 
such  an  adjustment  they  were  unduly  prejudicial  to  Indianap- 
olis and  unduly  preferential  of  Noblesville. 

This  complaint  was  filed  by  the  Board  of  Trade  in  the  in- 
i<  nst  of  the  Grain  Exchange  of  Indianapolis.  The  Lake  Erie 
\-  Western  assumed  the  burden  of  the  defense.  The  defend- 
anfs  tariffs  at  no  time  have  authorized  transit  at  Indianapolis 
on  grain  from  Indiana  stations,  but  transit  has  been  allowed  for 
a  number  of  years  on  similar  traffic  from  Illinois  stations,  except 
Peoria  and  East  Peoria,  restricted  to  routing  out  of  Indianapolis 
over  designated  routes.  Noblesville,  on  the  other  hand,  has 
been  accorded  transit  without  such  broad  restriction. 

The  carriers  in  that  part  of  Indiana  are  in  strong  competi- 
tion with  each  other  and  each  system  has  been  trying  to  hold 
as  much  traffic  to  the  system  lines  as  possible.  The  system 
lines,  however,  do  not  extend  far  to  the  west,  hence  the  re- 
strictions to  the  western  termini  of  trunk  lines  have  not  been 
as  many  or  as  drastic  as  to  the  east  and  southeast.  The  com- 
plainant contended  that  Chicago  and  Peoria  were  unduly  pre- 
ferred in  the  adjustments,  but  Examiner  Fleming  said  that  little 
testimony  was  offered  with  respect  to  that  situation.  He  said 
that  the  testimony  that  was  given  did  not  show  that  grain  was 
being  diverted  from  the  Indianapolis  market  by  that  adjustment. 
The  testimony  showed  that  shortly  prior  to  federal  control  the 
Lake  Erie  &  Western  had  agreed  to  more  liberal  transit  ar- 
rangements and  that,  subject  to  the  approval  of  the  Commission, 
ii  is  now  willing  to  eliminate  the  out-of-line  or  back-haul  charge 
on  traffic  to  the  eastern  territory  and  to  eliminate  the  plussed 
rate  basis  and  accord  transit  in  connection  with  traffic  from 
Indiana  stations  to  Virginia  cities,  competition  and  the  placing 
of  Indianapolis  on  the  same  basis  as  Noblesville  being  referred 
to  as  influencing  its  position  in  this  respect. 


RATES  ON  GASOLINE  AND  OILS 

In  a  proposed  report  on  No.  11986,  Standard  Oil  Co.  (Ky.) 
vs.  Illinois  Central,  Director-General,  et  al.,  Examiner  Myron 
Witters  has  recommended  a  holding  of  unreasonableness  as  to 
rates  on  gasoline  and  other  refined  oils  from  North  Baton  Rouge, 
La.,  to  Guin  and  Carbon  Hill,  Ala.  He  recommended  that  the 
Commission  authorize  the  carriers  to  waive  undercharges  amount- 
ing to  $8,278  on  79  tank  cars  of  gasoline  and  other  oils  moving 
between  February  1,  1917,  and  May  8,  1920,  and  to  make  repara- 
tion for  about  $500  in  cases  where  the  unreasonable  rates  were 
paid.  The  allegation  was  that  the  rates  collected  on  the 
petroleum  products  were  unreasonable  because  they  exceeded 
commodity  rates  contemporaneously  in  effect  via  other  routes. 

All  the  shipments  were  routed  by  the  complainant  except 
during  federal  control,  when  it  was  asserted  routing  was  fixed  by 
the  Railroad  Administration.  The  routing  inserted  in  the  bills 
of  lading  was  either  Y.  &  M.  V.,-1.  C.  C.-St.  Louis-San  Francisco, 
or  Y.  &  M.  V.-Memphis-St.  Louis-San  Francisco,  and  the  actual 
movement  appeared  to  have  been  via  those  routes.  The  oil  moved 
lo  Guin  and  Carbon  Hill,  where  the  Standard  Oil  Co.  of  Louisiana 
had  established  a  bulk  storage  station.  During  the  period  of 
movement  commodity  rates  of  40,  50  and  44.5  cents  were  in  effect 
from  Baton  Rouge  and  North  Baton  Rouge  to  Carbon  Hill  and 
Guin,  the  rates  reflecting  increases  under  authority  of  General 
Order  No.  28  and  Freight  Rate  Authority  No.  96. 

There  was  a  restricted  application  in  connection  with  these 
rates  to  the  effect  that  they  did  not  apply  via  the  Y.  &  M.  V.  and 
the  Illinois  Central.  The  Standard  Oil  Co.  was  aware  of  this 
restriction,  but  its  witness  testified  that  it  did  not  interpret  such 
restriction  as  applicable.  The  examiner  said  that  there  could  be 
no  question  of  interpretation  because  it  seemed  clear  and 
unequivocal.  The  routes  over  which  the  commodity  rates  were 
applicable  were  via  the  Louisiana  Railway  &  Navigation  Co.  to 
New  Orleans  and  its  connections  beyond  over  more  circuitous 


routes.  Prior  to  October  29,  1»18,  the  restriction  appeared  to 
have  applied  only  to  Quln  but  not  to  Carbon  Hill,  but  on  that 
day  it  was  made  applicable  to  both  points. 

The  through  class  rates  over  the  routes  of  movement  Were 
56,  70  and  60.5  cents.  Effective  October  10,  1920,  after  the  matter 
had  been  called  to  the  attention  of  the  carriers,  this  routing  re- 
striction was  removed.  For  all  the  defendants.  Including  the 
Director-General,  the  examiner  said  In  his  report,  it  was  testified 
that  It  was  intended  that  the  commodity  rates  from  and  to  these 
points  should  apply  via  the  Y.  &  M.  V.  and  Illinois  Central  and 
that  the  routing  restriction  was  made  applicable  to  these  rates 
through  error  and  oversight  on  the  part  of  the  agent  publish- 
ing the  tariff.  In  support  of  their  contention  of  error,  it  was 
pointed  out  that  commodity  rates  of  36,  45  and  40.5  applied  from 
Baton  Rouge  and  North  Baton  Rouge  to  Amory,  Miss.,  a  point 
on  the  Frisco  37.2  miles  west  of  Guin.  It  carried  the  same  rout- 
ing restrictions,  but  commodity  rates  of  40,  50  and  44.6  also  ap- 
plied to  Amory  via  the  Y.  £  M.  V.  and  Illinois  Central.  The  ex- 
aminer said  the  lowest  combination  from  North  Baton  Rouge 
to  Guin  and  Carbon  Hill,  based  on  Memphis,  was  40  cents  prior 
to  June  25,  1918,  composed  of  a  local  commodity  rate  of  14  cents 
to  Memphis  and  26  cents  to  destination.  The  examiner  said  It 
was,  therefore,  apparent  that  the  through  class  rates  via  the 
routes  of  movement  were  in  excess  of  the  aggregate  of  inter- 
mediate rates.  On  that  ground  he  thinks  the  Commission  should 
hold  with  the  Standard  that  the  restriction  was  not  applicable 
and  the  undercharges  should  be  waived. 


ACID  SEDIMENT  IN  TANK  CARS 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  John  H.  Howell  in  a  report 
on  No.  11740,  Tennessee  Copper  Co.  vs.  Alabama  &  Vicksburg, 
Director-General,  et  al.,  in  which  the  complainant  alleged  that 
the  making  of  a  charge  in  the  period  from  June  1,  1918,  to  Feb- 
ruary 20,  1919,  for  the  return  transportation  in  tank  cars  of  acid 
sediment  of  no  commercial  value,  to  Copperhill,  Tenn.,  was  un- 
reasonable. The  examiner  thinks  the  Commission  should  agree 
with  the  contention  of  the  complainant  and  direct  the  return  of 
all  the  money  paid  for  the  return  transportation  of  the  sediment 
in  hundreds  of  tank  carloads  of  sulphuric  acid  shipped  during 
the  time  in  question.  In  making  that  recommendation  he  fol- 
lowed the  Commission's  decision  in  New  Jersey  Zinc  Co  vs. 
Director-General,  61  I.  C.  C.  432. 

In  that  case  the  Commission  prescribed  a  rule  saying  that 
"If  tank  cars  are  not  completely  unloaded  at  destination,  and 
the  remainder  of  the  lading  is  returned  in  the  same  car  to  the 
original  shipping  point,  the  weight  thereof  must  be  declared  by 
the  receiver  and  the  rating  applicable  on  the  same  article  in 
less-than-carload  quantities  in  bulk  in  barrels  shall  apply,  the 
charge  not  to  exceed  the  charge  for  a  carload  of  the  same  freight 
in  tank  cars  in  carload;  except  that  if  no  commercial  considera- 
tion is  given  to  the  remaining  substance,  by  means  of  a  credit 
allowance  or  otherwise,  or  the  substance  is  removed  from  the 
car  and  discharged  as  waste  before  a  subsequent  shipment  is 
made  therein,  the  weight  thereof  need  not  be  declared,  and  no 
charge  shall  be  made  therefor." 

The  examiner  stressed  the  point  that  for  13  years  prior  to 
the  imposition  of  this  charge,  the  carriers  had  made  no  charge 
on  the  return  movements  of  sediment.  On  June  1,  1918,  Cros- 
land's  I.  C.  C.  No.  22,  effective  September  8,  1917,  provided  that 
the  1.  c.  1  rates  on  shipments  in  barrels  should  be  applied  at 
actual  weight  subject  to  rule  18.  Under  this  provision,  the  rates 
on  the  returned  sediment,  commonly  called  sludge  acid,  were 
much  higher  than  the  rates  on  outbound  shipments  of  commer- 
cjally  valuable  acid.  Howell  expressed  the  belief -that  the  car- 
riers in  establishing  rates  on  sulphuric  acid  regarded  the  return 
movement  of  at  least  a  reasonable  amount  of  sediment  as  a 
necessary  part  of  the  service  of  transporting  the  commercially 
valuable  commodity.  That  impression,  he  said,  was  confirmed 
by  the  fact  that  on  February  20,  1919.  a  rule  substantially  similar 
to  that  prescribed  by  the  Commission  in  the  New  Jersey  Zinc 
Company  case  was  inserted  in  the  tariffs. 

During  the  war  the  imposition  of  this  charge  on  sediment 
bore  heavily  on  the  complainant  because  the  government  used 
every  method  it  could  devise  to  increase  the  production  of 
sulphuric  acid,  one  of  the  essentials  in  the  production  of  ex- 
plosives. It  prevented  the  cleaning  of  cars  as  often  as  had  been 
the  custom  prior  to  the  war.  Howell  said  that  weight  must  be 
given  In  disposing  of  the  question  to  the  facts  that  the  complain- 
ant paid  some  measure  of  penalty  In  the  outbound  sulphuric  acid 
rales  on  accumulations  of  valueless  sediment  and  that  the  cost 
to  the  carriers  of  hauling  what,  on  the  average,  was  a  slight  in- 
crease in  the  weight  of  empty  tank  cars  was  small.  He  said  the 
case  was  plainly  distinguishable  from  one  in  which  a  shipper 
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was  unable  to  unload  frozen  acid  because,  after  thawing,  frozen 
acid  has  commercial  value.  He  said  there  was  no  dispute  as  to 
whether  sludge  acid  had  or  had  not  a  commercial  value,  in  the 
period  in  question.  It  was  agreed  that  it  had  none.  The  sedi- 
ment cannot  be  removed  by  any  known  process  prior  to  the 
shipment  of  sulphuric  acid  and,  instead  of  being  a  thing  of  value, 
It  is  a  burden  because  a  neutralizing  agent  must  be  used  to  de- 
stroy the  noxious  properties  of  the  acid  remaining  in  the  sedi- 
ment as  well  as  paying  for  the  removal  thereof  from  the  tank 
cars.  Removal  costs  about  $7  per  car. 

BARYTES,  IVORYDALE,  0.,  TO  ARGO,  ILL. 

Examiner  E.  L.  Gaddess  has  recommended  the  dismissal  of 
No.  12109,  Ault  &  Wiborg  Co.  vs.  P.  C.  C.  &  St.  L.,  Director-Gen- 
eral, et  al..  on  a  holding  that  the  rate  of  16%  cents  on  barytes 
from  Ivorydale,  O.,  to  Argo,  111.,  between  April  1,  1919,  and  Febru- 
ary 20,  1920,  was  not  unreasonable  nor  otherwise  unlawful.  The 
whoia  question  in  this  case  was  as  to  the  handling  of  fractions 
created  by  the  fact  that  the  rate  on  barytes  in  official  classifica- 
tion territory  was  90  per  cent  of  6th  class.  That  rate  prior  to 
June  25  between  Ivorydale  and  Argo  was  14.5  cents,  and  90  per 
cent  was  13  cents.  The  25  per  cent  increase,  Gaddess  said,  was 
applied  to  the  13-cent  rate  and  resulted  in  a  rate  of  16.25  cents. 
Under  the  rule  for  disposition  of  fractions  that  became  16.5  cents, 
the  rate  applied. 

With  the  restoration  of  relationship  of  classes,  however,  as 
authorized  by  freight  rate  authority  No.  12183,  and  the  relation- 
ship of  multiples  and  percentages  of  class  rates  under  freight  rate 
authority  No.  21669,  the  sixth  class  rate  from  Ivorydale  to  Argo 
became  18  cents  and  90  per  cent  of  that  rate  was  16.2  cents. 
Under  the  rule  for  disposition  of  fractions,  however,  the  rate  be- 
came 16  cents. 

Gaddess  based  his  recommendation  of  dismissal  upon  the 
fact  that  the  Commission  repeatedly  has  held  that  the  voluntary 
reduction  of  a  rate  is  not  sufficient  grounds  upon  which  to  base 
a  finding  that  a  former  rate,  in  this  case  16.5  cents,  was  un- 
reasonable. 


LOGS  AND  LUMBER  VIA  ALEXANDRIA 

An  award  of  reparation  has  been  recommended  by  Examiner 
Chas.  R.  Seal,  in  a  report  on  No.  12107,  Ferd  Brenner  Lumber 
Co.,  Inc.  vs.  A.  T.  &  S.  F.,  Director-General,  et  al.,  on  shipments 
of  lumber  and  logs  via  the  Texas  &  Pacific  to  Alexandria,  La., 
in  May,  June  and  August,  1918. 

A  tariff  of  the  Texas  &  Pacific  provided  that  when  lumber, 
manufactured  from  logs  transported  thereunder,  was  shipped  out 
of  the  transit  point  and  certain  requirements  of  the  tariff  were 
complied  with,  the  rates  to  apply  on  the  lumber  would  be  those 
in  effect  when  the  shipments  of  logs  originated.  The  complainant 
in  this  case  made  shipments  of  logs  via  the  T.  &  P.  to  Alexandria, 
there  manufactured  them  into  lumber,  and  shipped  the  product 
to  transcontinental  points.  The  Brenner  people  complied  with  the 
requirements  of  the  transit  rule.  Subsequent  to  the  movement 
of  the  logs,  but  prior  to  the  shipment  of  the  lumber,  the  lumber 
rates  from  Alexandria  to  destinations  in  California,  Washington, 
Oregon  and  British  Columbia  were  increased.  The  transconti- 
nental tariffs  publishing  the  lumber  rates  contained  no  refer- 
ence to  the  T.  &  P.  tariff  and  did  not  authorize  the  application 
of  other  than  the  current  lumber  rates  which  were  assessed  upon 
the  shipments  in  question. 

Examiner  Seal  thinks  the  Commission  should  hold  that  the 
rates  charged  were  legally  applicable  but  that  the  unrestricted 
basis  of  rates  offered  to  the  public  in  the  T.  &  P.  tariff  must 
be  protected,  and  that  that  carrier  must  make  good  to  the  ship- 
pers by  means  of  reparation  down  to  the  basis  of  its  tariff  hold- 
ing. The  fact  that  the  transcontinental  carriers  were  not  parties 
to  the  T.  &  P.  tariff.  Seal  thinks,  should  not  absolve  the  T.  &  P 
from  responsibility  for  its  offering.  He  said  that  the  rates 
charged  by  the  transcontinental  carriers  were  legal,  but  that  the 
lower  basis  of  rates  offered  in  T.  &  P.  I.  C.  C.  2014  must  be 
protected. 


RATES  ON  PETROLEUM 

A  finding  of  unreasonableness  and   an  order  of  reparation 
have   been   recommended   by   Examiner   Henry   C    Keene    in   a 
report   on   No.    12060,   National   Refining   Co.   vs    Lake   Erie    & 
Western,  Director-General,  et  al.,  as  to  rates  on  petroleum  and 
a  products   from   Findlay,  O.,  to  Indianapolis,  Ind     The  com- 
plaint involved  107  carloads  of  petroleum  and  its  products  mov- 
from   Findlay  to   Indianapolis  between  April   22,  1918    and 
May  7,  1919,  inclusive.     Reparation  only  was  asked". 

Keene  recommended  a  holding  that  the  rates  applied  were 

unreasonable  to  the  extent  that  they  exceeded  90  per  cent  of 

the  contemporaneously  applicable  fifth  class  rate  from  Findlay 

Indianapolis,  in  the  period  between  April   22  and  August  9 

'18,  and  18  cents  subsequent  to  August  10,  1918.     On  June  25* 

e  commodity  rate  of  14.5  cents,  Findlay  to  Indianapolis' 

wag  increased  by  25  per  cent  under  General  Order  28   becoming 

.5  cents.     On  August  10,  1918,  this  rate  was  further  increased 

:ents,  by  applying  the  uniform  advance  of  4%  cents  to 


the  rate  in  effect  prior  to  June  25.  On  June  28,  1919,  after  the 
movement  of  the  shipments,  the  rate  was  reduced  to  18  cents. 
In  discussing  the  case,  Examiner  Keene  said  that  prior  to 
August  10,  1918,  petroleum  and  its  products  were  rated  90  per 
cent  of  fifth  class  in  Official  Classification  territory.  When  the 
uniform  increase  of  4%  cents  was  applied  this  relationsihp  was 
was  slightly  disturbed.  The  fifth  class  rate  from  Findlay  to 
Indianapolis  was  15  cents  prior  to  June  25,  and  19  cents  there- 
after. Ninety  per  cent  of  these  rates,  the  examiner  said,  would 
have  been  13.5  cents  and  17  cents,  the  basis  to  which  complain- 
ant sought  reparation,  except  that  a  rate  of  18  cents  or  13.5 
cents,  plus  the  uniform  increase  of  4.5  cents,  was  in  effect  on 
and  after  August  10,  1918.  The  complainant  contended  that 
there  was  an  error  in  tariff  publication,  but  the  carriers  denied 
that.  They  said  that  the  rate  of  14.5  cents  was  not  published 
in  error.  The  examiner  said  that  the  fifth  class  rate,  however, 
was  15  cents,  and  that  the  proper  rate  on  petroleum  would  have 
been  90  per  cent  of  that  rate,  or  13.5  cents.  He  said  that  no 
persuasive  reason  appeared  for  not  using  15  cents  as  the  basis 
of  rates  between  Findlay  and  Indianapolis.  He  said  that  if 'this 
had  been  done  and  the  general  relationship  observed,  the  rates 
claimed  by  the  shipper  would  have  been  applicable  on  these 
shipments.  His  recommendation  is  that  they  be  required  to 
make  reparation  down  to  the  basis  of  a  fifth  class  rate  of  15 
cents  and  a  petroleum  rate  of  90  per  cent  of  fifth  class. 

COTTONSEED,  CAROLINA  TO  GEORGIA 

A  finding  of  unreasonableness,  an  award  of  reparation  and 
an  order  for  rates  for  the  future  have  been  recommended  by  Ex- 
aminer F.  C.  Hillyer,  in  a  tentative  report  on  No.  11944,  Empire 
Cotton  Oil  Co.  vs.  Maxton,  Alma  &  Southbound  Railroad  of  Alma, 
N.  C.,  Director-General,  et  al.,  as  to  rates  on  cottonseed  from 
points  in  North  and  South  Carolina  to  Cordele,  Ga.  The  allega- 
tion was  that  class  D  rates  were,  are  and  for  the  future  will 
be  unreasonable.  It  asked  reparation  on  cars  shipped  in  the  last 
three  months  of  1919,  44  in  number.  They  moved  for  distances 
ranging  from  256  to  457  miles. 

All  shipments  moved  over  routes  carrying  rates  higher  than 
the  combinations  that  could  have  applied  over  other  routes. 
Some  of  the  routes  were  specified  by  the  shipper  but  disregarded 
by  the  carrier  and  some  were  unrouted.  Each  of  the  shipments, 
however,  could  have  been  moved  on  lower  combinations. 

The  long  hauls  to  which  the  seed  was  subjected  were  made 
necessary  to  enable  the  complainant,  one  of  the  186  cottonseed 
crushing  mills  in  Georgia,  to  obtain  a  supply  such  as  could  not 
have  been  obtained  nearer  home  because  of  the  ravages  of  the 
cotton  boll  weevil.  The  complainant  said  the  mills  would  have 
to  close  if  the  rates  from  the  Carolinas  were  not  made  more 
reasonable  for  the  future,  hence  the  prayer  for  future  rates. 
The  carriers  said  the  class  D  rating  had  been  in  southern  classi- 
fication for  twenty-five  years  and  that  grain  moves  freely  under 
that  rating.  They  said  the  distances  from  the  Carolinas  are 
so  great  the  Cordele  mill  could  hardly  hope  to  compete  for  raw 
material  with  mills  in  the  Carolinas.  They  said,  however,  they 
were  going  to  revise  their  joint  rates  so  they  will  not  hereafter 
violate  the  intermediate  rates  clause  of  the  fourth  section. 

Hillyer  recommended  a  distance  scale  for  use  in  the  future, 
stated  in  dollars  per  ton,  beginning  with  $4  for  distances  greater 
than  276  miles  but  not  more  than  300;  $4.50  for  301  to  350  miles; 
$4.70  from  351  to  40C  miles;  $4.90  from  401  to  500  miles  and 
$5.10  from  501  to  600  miles,  for  multiple  line  hauls  and  30  cents 
per  ton  less  for  single-line  hauls,  plus  the  increases  allowed  in 
Ex  Parte  74,  with  reparation  down  to  the  basis  of  the  rates  found 
reasonable  prior  to  Ex  Parte  74. 


APPLICATION  OF  ROUTING  RULE 

In  a  report  on  No.  12087,  Western  Maryland  Railway  Com- 
pany vs.  Pennsylvania  Railroad  Company,  Examiner  C.  I.  Kep- 
hart  has  recommended  a  holding  that  the  special  routing  rule, 
published  in  the  tariff  of  the  Western  Maryland  and  concurred 
in  by  the  Pennsylvania,  applied  over  the  Pennsylvania  line  from 
Fulton  Junction,  Md.,  to  Sparrow's  Point,  Md.,  although  the 
Pennsylvania  was  not  named  as  a  delivering  carrier  at  the 
destination. 

Fluxing  limestone  from  Bittinger,  Pa.,  to  the  steel  plant  of 
the  Bethlehem  Steel  Company  at  Sparrow's  Point  was  diverted 
by  the  Western  Maryland,  in  October,  1920,  because  it  could  not 
handle  all  the  traffic  offered  it  by  means  of  its  barge  line  from 
Port  Covington  across  the  Patapsco  River  to  final  destination. 
At  first  the  Pennsylvania  declined  the  diverted  traffic,  unless  it 
received,  as  its  division,  from  Fulton  Junction,  the  point  of  di- 
version, its  local  sixth  class  rate  of  $2.35  per  ton,  which  was 
more  than  the  Western  Maryland  was  receiving.  The  rate  on 
which  it  was  moving  the  limestone  was  $1.12.  Service  order 
No.  1  was  called  to  the  Pennsylvania's  attention  and  then  it 
accepted  and  sought  to.  divide  the  $1.12  rate  so  as  to  give  to  itself 
<2  cents  per  ton.  The  Western  Maryland  contended  that  it  was 
entitled  to  only  51  cents,  "in  accordance  with  past  practice." 

Kephart  said  that  it  was  not  questioned  but  that  the  $1.12 
rate,  under  service  order  No.  1,  requiring  carriers  to  forward 
freight  via  the  most  expeditious  routes  so  as  to  avoid  conges- 
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tion.  would  have  been  applicable  via  Fulton  Junction  and  the 
Pennsylvania.  The  Western  Maryland,  however,  did  not  desire  to 
rest  its  case  on  that  order.  It  claimed  the  right  to  route  the  traf- 
fic in  that  way  and  divide  the  rate  reasonably  in  compliance  with 
a  provision  in  the  tariff,  providing  special  routing  in  case  of 
i  arrier  disability  or  carrier  error,  carried  in  Western  Maryland 
''.  6496,  reading  as  follows: 

"Routing  specified  herein  is  that  ordinarily  and  customarily 
to  be  used.  If,  from  any  cause  arising  from  the  exigencies  or 
errors  of  carriers,  property  is  sent  via  other  junction  points  or 
routes,  but  over  the  lines  of  carriers  parties  to  this  taiff,  the 
through  rates  herein  will  apply." 

The  Pennsylvania  is  shown  as  concurring,  although  it  is  not 
named  as  a  delivering  carrier  at  Sparrow's  Point.  Neither  the 

•  ern  Maryland  nor  the  Pennsylvania  is  a  delivering  carrier. 
Each  employs  a  carrier  subsidiary  of  the  steel  company  in  mak- 
ing deliveries  and  they  allow  it  10  cents  a  ton  for  its  services. 

In  fighting  the  case,  the  Pennsylvania  contended  that  the 
claim  of  the  Western  Maryland,  if  allowed,  would  amount  to 
inserting  in  the  tariff  a  destination  not  shown  and  the  estab- 
lishment of  a  rate  thereto.  It  also  contended  that  the  bill  of 
lading  would  not  cover  a  shipment  of  that  kind.  The  examiner 
said  the  Commission  should  find  the  emergency  routing  regula- 
tion applicable  to  the  lines  of  the  parties  to  it,  .between  the 
points  of  origin  and  destination  indicated  in  the  bill  of  lading, 
regardless  of  whether  the  destination  is  named  in  the  tariff  as 
a  delivery  point  or  not,  so  long  as  the  publishing  line  reaches 
the  destination  point  direct  or  through  its  connections.  He  added 
that  the  tariff,  being  an  emergency  routing  tariff,  its  application 
under  conditions  such  as  prevailed  in  the  fall  of  1920  would  not 
tend  to  disrupt  a  rate  structure  normally  in  effect  on  any  alter- 
nate carrier. 

In  the  recommended  finding,  Kephart  said  the  Commission 
should  limit  itself  to  the  period  after  the  filing  of  the  complaint, 
namely,  December  20,  1920.  He  said  the  reasonable  division 
would  be  60  cents  to  the  Pennsylvania,  plus  its  proportion  of  the 
remainder  of  the  rate  on  a  40-mile  block  divisional  basis,  accord- 
ing to  the  respective  distances  the  commodity  was  hauled  by 
the  interested  carriers.  Out  of  that  division  the  10-cent  allow- 
ance should  be  made  to  the  industrial  terminal  line,  he  said. 


COAL  TO  NEBRASKA  AND  IOWA 

Examiner  Bronson  Jewell  has  recommended  the  dismissal 
of  No.  11675,  Nye  Schneider  Fowler  Co.  vs.  Chicago  &  North- 
western, Director-General,  et  al.,  on  a  holding  that  rates  on  coal 
from  mines  in  Colorado,  Wyoming,  Kansas  and  Arkansas  to 
Fremont  and  Omaha,  Neb.,  Council  Bluffs  and  Sioux  City,  la., 
had  not  been  found  unreasonable.  The  shipments  Involved 
moved  between  July  and  December,  1918. 

In  July.  1918,  after  coal  had  begun  moving  from  the  western 
mines  toward  the  Missouri  River,  a  joint  rate  of  $5.62  was  estab- 
lished. The  complainant  asked  for  reparation  down  to  the  basis 
of  that  subsequently  established  rate.  A  combination  of  $5.90 
from  McGregor,  WTyo.,  to  Ute,  la.,  was  treated  as  typical  by  the 
examiner.  The  complaint  was  leveled  at  double  increases.  The 
examiner  thinks  the  Commission  should  not  condemn  rates  made 
by  increasing  each  factor  without  some  evidence  of  unreason- 
ableness. In  this  case,  he  said,  the  showing  was  merely  that 
the  combination  rates  on  coal  were  made  in  the  usual  way,  by 
the  combination  of  locals.  He  said  this  case  was  easily  dis- 
tinguishable from  Gosline  &  Co.,  57  I.  C.  C.  739,  because  in  the 
part  of  the  country  where  that  case  originated  the  usual  way 
to  make  rates  on  coal  was  to  publish  joint  rates,  or  locals,  which, 
when  combined,  would  give  a  total  equal  but  not  greater  than 
the  joint  rates. 


RATES  ON  PEANUTS  AND  COTTON-PICKING  BAGS 
An  order  of  dismissal  has  been  recommended  by  Examiner 
Charles  R.  Seal  as  to  No.  12122.  Traffic  Bureau  of  Nashville  vs. 
Louisville  &  Nashville  et  al.,  on  a  holding  that  the  Southern 
Classification  Committee's  rating  of  second  class  on  less-than- 
carload  shipments  of  salted  peanuts,  in  fiber  or  metal  cans  or 
cartons,  in  barrels  or  boxes;  in  metal  cans,  in  crates  and  in 
pails;  and  the  any-quantlty  rating  of  fourth  class  on  cotton-pick- 
ing bags  had  not  been  shown  to  be  unreasonable  or  unduly 
prejudicial. 

The  complaint  was  brought  by  the  traffic  bureau  on  behalf 
of  two  of  its  members,  the  Fletcher  &  Wilson  Coffee  Co.  and  the 
Wfrthan  Bag  Co.,  engaged,  respectively,  in  the  coffee  roasting 
and  peanut  recleaning  and  salting  business,  and  in  the  manufac- 
ture of  burlap  and  cotton  bags. 


because  the  complainant's  track  was  blocked  while  It  wan  trying 
to  unload  other  cars  of  frozen  sand.  The  Railroad  Administra- 
tion defended  this  case  on  the  ground  that  no  written  no- 
had  been  served  on  the  agent.  The  agent  tmtlfird  that  h« 
learned  In  the  latter  part  of  December,  1919,  that  the  complainant 
was  having  trouble  unloading  cars  on  account  of  the  condition 
of  the  lading,  but  that  tho  cars  he  saw,  five  or  six  In  number, 
were  only  vaguely  defined  In  the  record;  so  the  examiner  did 
not  try  to  apply  to  them  the  rule  laid  down  In  Virginia  Iron. 
Coal  A  Coke  Co.  vs.  Director-General,  61  I.  C.  C.  200,  In  which 
verbal  notice  to  the  terminal  yardmaster  was  held  to  be  a  suffi- 
cient compliance  with  the  weather  rule  of  the  uniform  demurrage 
code. 


DEMURRAGE  ON  FROZEN  SAND 

An  order  of  dismissal  has  been  proposed  by  Attorney-Ex- 
aminer M.  A.  Pattison,  in  a  report  on  No.  12168,  Hamilton 
Foundry  and  Machine  Co.  vs.  Director-General.  In  this  case 
demurrage  was  imposed  on  26  carloads  of  sand,  which  were 
frozen  when  delivered  to  the  complainant  at  Hamilton,  O.,  be- 
tween November  27,  1919,  and  January  3,  1920. 

Nearly  all  the  cars  in  question  were  constructively  placed 


SULPHUR,  NEW  YORK  TO  NEWARK,  N.  J. 
In  a  report  on  No.  12000,  E.  I.  du  Pont  de  Nemours  IL  Co. 
vs.  Pennsylvania  and  Director-General,  Examiner  F.  E.  Earley  has 
recommended  a  holding  that  the  rate  on  crude  sulphur,  carloads, 
from  alongside  vessels  discharging  In  New  York  harbor,  to  New- 
ark. N.  J..  In  the  period  from  November  29,  1918,  to  May  29,  1920, 
was  unreasonable  to  the  extent  that  it  exceeded  80  per  cent  of 
the  sixth  class  rate  then  in  effect;  that  the  present  rate  of  sixth 
class  is  and  for  the  future  will  be  unreasonable  because  and  to 
the  extent  that  it  exceeds  or  may  exceed  80  per  cent  of  the  sixth 
class  rate,  with  a  minimum  of  40,000  pounds.  The  examiner  also 
said  that  reparation  should  be  made  to  the  complainant. 


RATES  ON  SMITHING  COAL 

Examiner  Howard  Hosmer  has  recommended  the  dismissal 
of  No.  12039,  Romann  &  Busch  Pike  Iron  &  Coke  Co.  vs.  Missouri 
Pacific,  Director-General  et  al.,  on  a  holding  that  rates  on  smith- 
ing coal  from  mines  in  Pennsylvania  and  West  Virginia,  sacked 
at  St.  Louis  and  reshipped  to  destinations  in  western  classifica- 
tion territory  since  June  24,  1918,  have 'not  been,  and  are  not, 
unreasonable  or  otherwise  unlawful.  The  complainant  desired 
the  restoration  of  an  adjustment  that  would  permit  the  sacking 
of  smithing  coal  at  St.  Louis  on  the  basis  of  the  general  adjust- 
ment prior  to  June  25.  Some  of  the  carriers,  after  the  filing  of 
the  complaint,  established  transit  arrangements,  but  the  exam- 
iner said  the  record  was  not  clear  as  to  the  extent  to  which  the 
complaint  had  been  satisfied.  The  examiner  said  the  complain- 
ant had  offered  no  testimony  as  to  the  unreasonableness  of  the 
rates,  but  depended  almost  wholly  on  its  contention  that  it  had 
established  the  business  in  reliance  upon  the  promise  of  the 
carriers  to  maintain  the  same  rates  on  sacked  coal  as  on  through 
shipments  of  bulk  coal. 


COAL,  TO  AURORA,  IND. 

Examiner  Harris  Fleming,  in  a  report  on  No.  11713,  Opp 
Coal  Co.  vs.  Director-General,  has  recommended  a  finding  of  un- 
reasonableness and  an  award  of  reparation  down  to  the  basis 
of  $1.30  per  net  ton  as  to  rates  on  coal  shipped  during  federal 
control  from  various  points  in  or  contiguous  to  the  Linton  and 
Princeton  districts  to  Aurora,  Ind.  Prior  to  the  zoning  restric- 
tions of  the  Fuel  Administration,  Aurora  obtained  its  coal  from 
barges  loaded  down  the  Ohio  River  from  the  West  Virginia 
mines.  When  the  zoning  restrictions  were  set  up  it  had  to  buy 
from  mines  in  Indiana  and  pay  combinations  of  the  locals,  which 
examiner  thinks  were  too  high  because  and  to  the  extent  they 
exceeded  $1.30. 


BUILDING  TILE  TO  CHARLESTON,  S.  C. 
Examiner  John  A.  McQuillan  has  recommended  the  dismissal 
of  No.  11936,  Coral  Ridge  Clay  Products  Co.  vs.  Director-General, 
holding  that  rates  on  clay  hollow  building  tile  from  Coral  Ridge, 
Ky.,  to  Charleston,  S.  C.,  moving  between  May  and  November, 
1918,  were  not  unreasonable. 


RATES  ON   SWEET  POTATOES 

Examiner  E.  L.  Gaddess  has  recommended  the  dismissal  of 
No.  12078,  Charles  C.  Oyler  &  Son  vs.  Louisville  &  Nashville, 
on  a  holding  that  the  charges  assessed  on  sweet  potatoes  from 
McKenzie  and  Paris,  Tenn.,  and  on  peaches,  in  carloads,  from 
Woodmont  and  Johnson  Siding,  Md.,  to  Cincinnati,  alleged  to 
have  been  based  on  excessive  rates,  were  not  unreasonable.  He 
recommended  a  denial  of  the  prayer  for  the  establishment  of 
estimated  weights  on  these  commodities. 


HORSES  AND  MULES,  TEX.  TO  NATCHEZ 
Examiner  F.  C.  Hillyer.  in  a  report  on  No.  11960.  P.  A. 
Cocke  Live  Stock  Co.  et  al.  vs.  Beaumont,  Sour  Lake  ft  Western, 
Director-General,  et  al.,  has  recommended  a  holding  that  the 
rates  on  horses  and  mules  from  Texas  points  to  Natchez,  Miss., 
were  unreasonable  and  unduly  prejudicial,  because  and  to  the 
extent  that  the  rates  assailed,  for  distances  of  750  miles  or 
less,  exceeded  the  rates  for  like  distances  contemporaneously 
applicable  under  the  distance  scale  prescribed  from  Texas  points 
to  Shreveport  in  48  I.  C.  C.  312,  and  that  for  distances  greater 
than  750  miles,  they  were  unreasonable  and  unduly  prejudicial 
because  and  to  the  extent  that  they  exceeded  the  rates  pre- 
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scribed  in  that  case  from  the  same  points  to  Shreveport,  by 
more  than  six  cents  per  100  pounds,  with  an  allowance  to  the 
carriers  of  20  constructive  miles  for  the  river  transfer  in  de- 
termining the  distance  to  Natchez.  The  shipments  were  made 
between  January  1,  1917,  and  December  31,  1919.  Examiner 
Hillyer  said  that  no  order  for  the  future  was  necessary. 

WEIGHT  ON    FIR   PILING 

A  finding  of  unreasonableness  and  an  order  of  reparation 
have  been  recommended  by  Attorney-Examiner  William  A. 
Disque,  in  a  report  on  No.  12097,  Geo.  F.  Ambrose  vs.  Director- 
General,  as  to  charges  on  fir  piling,  in  triple  carloads,  from 
Kulshan  to  Bellingham,  Wash.,  during  federal  control,  due  to 
the  application  of  an  excessive  minimum  weight.  Disque  rec- 
ommended a  holding  that  the  charges  on  that  kind  of  piling  in 
double  carloads  were  not  unreasonable. 


were  not  unreasonable,  nor  otherwise  unlawful,  but  that  to  cer- 
tain other  points  in  Florida  and  Georgia  they  were  unduly 
prejudicial.  Specifically,  he  recommended  a  holding  that  the 
rates  from  Pruitts  to  Atlanta,  Grantville,  Hogansville,  La  Grange, 
Marietta,  Moreland,  Newnan  and  Tifton,  Ga.,  and  Lake  City, 
Live  Oak,  Quincy  and  Tallahassee,  Fla.,  are  and  for  the  future 
will  be  unduly  prejudicial  because  and  to  the  extent  that  they 
may  exceed  by  more  than  13  cents  per  net  ton  the  rates  con- 
temporaneously in  effect  from  Cooks,  Ala.,  to  the  same  points. 


COAL,  HARVEYTON,  KY.,  TO  RED  BANK,  O. 
Attorney-Examiner  M.  A.  Pattison,  in  a  tentative  report  on 
No.  12153,  Charles  Boldt  Paper  Mills  Co.  vs.  Director-General, 
has  recommended  a  holding  of  unreasonableness  and  an  award 
of  reparation  as  to  rates  on  coal  from  Harveyton,  Ky.,  to  Red 
Bank,  O.,  shipments  having  moved  in  January  and  February, 
1918.  Red  Bank  is  within  the  switching  district  of  Cincinnati, 
and  the  contention  was  that  the  combination  was  unreasonable 
because  it  exceeded  the  combination  to  North  Bend,  O.,  another 
point  in  the  switching  district.  Pattison  thinks  there  should 
be  reparation  to  the  basis  of  a  rate  of  $1.40  per  ton. 


RATES    ON    GLYCERINE 

A  holding  of  unreasonableness  and  an  order  of  reparation 
have  been  recomomended  by  Examiner  E.  L.  Gaddess,  in  a  report 
on  No.  11934,  Aetna  Explosives  Co.,  Inc.,  vs.  C.  &  E.  I.,  Director- 
General,  et  al.  His  recommendation  is  that  rates,  ranging  from 
30  to  43  cents,  on  seven  carloads  of  glycerine,  other  than  cjiem- 
ically  pure  or  bleached,  shipped  from  Kansas  City  to  Fayville, 
111.,  between  June,  1919,  and  August,  1920,  were  unreasonable 
because  and  to  the  extent  they  exceeded  22  cents. 


CLASSIFICATION   OF  BOOK  CLOTH 

Examiner  Warren  H.  Wagner  has  recommended  the  dis- 
missal of  No.  11694,  Joseph  Bancroft  &  Sons  Co.  et  al.  vs.  New 
York,  New  Haven  &  Hartford  et  al.,  on  a  holding  that  second 
class  rating  in  Official  Classification  territory  on  cotton  book 
cloth  was  not  unreasonable  nor  otherwise  unlawful. 


RATES   ON    SULPHURIC   ACID 

An  award  of  reparation  has  been  recommended  by  Exam- 
iner C.  I.  Kephart  in  a.  report  on  No.  12116,  American  Agricul- 
tural Chemical  Co.  vs.'  Director-General,  on  account  of  unreason- 
able sixth  class  rates  of  20  and  28  cents  on  sulphuric  acid,  in 
tank  cars,  from  Charlotte,  N.  C.,  to  Greensboro,  N.  C.,  and  Co- 
lumbia, S.  C.,  shipped  between  December  4  and  31,  1918.  The 
class  rates  yielded  car-mile  earnings  of  $2.02  and  $2.57.  Kep- 
hart recommended  a  holding  that  the  rates  collected  were  un- 
reasonable to  the  extent  that  they  exceeded  $2.10  to  Greensboro 
and  $2.20  per  ton  to  Columbia,  and  that  reparation  amounting 
to  $5,005  should  be  made.  The  rates  of  $2.10  and  $2.20  per  ton 
were  established  subsequent  to  the  movement. 


RATES   ON   WOODEN    PIPE 

Attorney-Examiner  William  A.  Disque,  in  a  report  on  No. 
12075,  American  Wood  Pipe  Co.  vs.  Oregon-Washington,  Director- 
General,  et  al.,  has  recommended  a  finding  of  unreasonableness 
as  to  charges  on  two  shipments  of  wooden  pipe  from  Tacoma, 
Wash.,  to  Webak  and  Still,  Ore.  The  carriers  collected  a  class 
C  rate  of  47  cents  to  Webak  and  49  cents  to  Still,  Disque  found 
combinations  of  44  and  46  cents,  but  recommended  a  denial  of 
reparation  because  there  was  no  proof  as  to  the  payer  of  the 
charges. 


SAND  AND  GRAVEL  AT  INDIANAPOLIS 
Another  condemnation  of  rates  on  sand  and  gravel,  in  effect 
during  federal  control,  has  been  recommended  by  Examiner 
Harris  Fleming  in  report  on  No.  11819,  Citizens  Gas  Co.  of 
Indianapolis  vs.  Director-General.  In  the  period  between  June 
25,  1918,  and  January  21,  1920,  the  Panhandle  moved  135  cars 
of  sand  and  gravel  for  the  complainant,  all  within  the  switch- 
ing limits  of  Indianapolis,  on  rates  running  from  15  cents  to 
35  cents  per  ton.  He  recommended  a  finding  of  unreasonable- 
ness because  and  to  the  extent  the  charges  exceeded  20  cents 
per  ton,  with  a  minimum  of  $2.50  per  car. 


RATES  ON    SCRAP   IRON 

In  a  report  on  No.  12135,  Joseph  Sussman,  doing  business 
as  the  Tacoma  Junk  Company,  vs.  Northern  Pacific,  Attorney- 
Examiner  William  A.  Disque  recommended  a  holding  of  unlaw- 
fulness and  unreasonableness  as  to  the  charges  collected  on 
two  carloads  of  scrap  iron,  one  from  Sidney,  Mont.,  and  the 
other  from  Billings,  Mont.,  to  Tacoma,  Wash.,  in  July  and  Au- 
gust, 1917.  The  shipments  moved  more  than  two  years  prior 
to  the  filing  of  the  complaint  and  would  have  been  barred  but 
for  section  206  (f)  of  the  transportation  act.  He  recommended 
a  denial  of  reparation  because  the  complainant  failed  to  prove 
who  paid  the  charges. 


RATE  ON   PALM-KERNEL  MEAL 

A  finding  of  unreasonableness  and  an  award  of  reparation 
on  palm-kernel  meal,  from  Peoria  to  Owensboro,  Ky.,  have  been 
recommended  by  Examiner  M.  G.  de  Quevedo,  in  a  report  on  No. 
12077,  American  Milling  Co.  vs.  Director-General,  Peoria  & 
Pekin  Union  et  al.  The  case  involved  43  carloads  moving  in 
the  first  three  months  of  1919.  Sixth  class  of  22  cents  was 
imposed.  The  examiner  said  the  Commission  should  hold  the 
rats  unreasonable  because  and  to  the  extent  that  it  exceeded 
the  commodity  rate  on  cottonseed  meal  of  13  cents,  contempo- 
raneously in  effect 


RATE  ON  COKE,  ST.  PAUL  TO  ST.  LOUJS 
Examiner  E.  L.  Gaddess  has  recommended  the  dismissal  of 
No.  12141,  Mississippi  Valley  Iron  Co.  vs.  C.  B.  &  Q.  et  al.,  on 
holding  that  the  rate  on  coke,  from  St.  Paul  to  St.  Louis,  of 
».80,  which  is   higher  than  the  rate  subsequently  established, 
was  not  unreasonable  at  the  time  of  the  movement,  in  October, 
i  y  is.  . 


RATES  ON  CYPRESS  PILING 

Examiner  Eugene  L.  Gaddess,  in  a  report  on  No    12129   Ne- 

ska  Bridge,  Supply  &  Lumber  Co.  vs.  Director-General'  has 

:ommended   a  holding   that   a   combination   rate   of   20   cents 

three  carloads  of  cypress  piling  shipped  in  January,  February 

and  March    1918,  from  Hargrove  Switch  and  Cardwell,  Mo     to 

uD'v     ,k"  was  unreas°nable  because  it  exceeded  16  cents 

Ich  basis  he  recommended  reparation. 


RATES  ON  SAND  AND  GRAVEL 

In  a  tentative  report  on  No.  11939,  Hugger  Bros  Gravel 
Co.  vs.  Mobile  &  Ohio  et  al.,  Examiner  F.  C  Hillyer  recom 
mended  a  holding  that  rates  on  sand  and  gravel  from  Pruitts 
Ala.,  to  points  in  Florida  and  Georgia  and  to  Meridian,  Miss . 


PARTIAL  PAYMENTS  TO  RAILROADS 

The   Traffic   World   Washington  Bureau 

Partial  payments  to  railroads  totaling  $148,898,690.05  have 
been  made  by  the  Treasury  Department  since  February  26,  ac- 
cording to  a  statement  issued  June  3.  Reimbursement  of  deficits 
incurred  during  federal  control  totaled  $1,353,468.69.  Partial 
payments  of  deficits  totaled  $560,853.02.  Loans  to  railroads  to- 
taled $196,503,987.  The  total  payments  under  the  various  sec- 
tions of  the  transportation  act  aggregated  $611,864,573.39. 

Additional  partial  payments  under  the  guaranty  announced 
by  the  Treasury  follow:  Morgan's  Louisiana  &  Texas  R.  R.  & 
Steamship  Co.,  $85,000,  arid  the  Rockingham  Railroad  Co.,  $8,000. 

The  Chicago  &  Western  Indiana  has  paid  $89,000  on  a  loan 
it  obtained  from  the  revolving  fund. 

Additional  partial  payment  certificates  issued  by  the  Com- 
mission follow:  Ohio  River  &  Western,  $70,000;  Galveston,  Har- 
risburg  &  San  Antonio,  $150,000;  Detroit  &  Huron,  $7,500-  De- 
troit, Grand  Haven  &  Milwaukee,  $580,000. 

The  following  additional  partial  payment  certificates  have 
been  issued  by  the  Commission:  Houston  East  &  West  Texas, 
$145,000;  Grand  Trunk  Railway  Company  of  Canada,  as  lessee 
of  the  Cincinnati,  Saginaw  &  Mackinaw,  $90,000;  Grand  Trunk 
Railway  Company  of  Canada,  as  lessee  of  the  Michigan  Air  Line 
Railway,  $30,000. 

Partial  payment  certificates  announced  by  the  Commission 
June  7  follow:  Toledo,  Saginaw  &  Muskegon,  $75,000;  Pontiac 
Oxford  &  Northern,  $110,000;  Arizona  Eastern,  $390,000;  Hous- 
ton &  Texas  Central,  $900,000;  Maryland  &  Pennsylvania,  $60,000. 

Additional  partial  payment  certificates  issued  by  the  Com- 
mission follow:  New  York  &  Pennsylvania,  $15,000,  and  Missouri 
&  North  Arkansas,  $27,000. 

The  Commission  has  issued  a  partial  payment  certificate  to 
the  Morgan  s  Louisiana  &  Texas  Railroad  &  Steamship  Company 
tor  *o5,000. 

The  Treasury  Department  has  made  the  following  payments 
under  partial  payment  certificates:  Receiver  of  Missouri  & 
North  Arkansas,  $27,000,  and  New  York  &  Pennsylvania,  $15,000. 
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HARDING'S  POSITION  ON  RATES 

The  Traffic   ll'orld   Washington  Burton 

Whatever  may  have  been  President  Hardlng'a  idea  with 
K  SIM  1 1  lo  reductions  in  freight  rates  at  the  time  he  addressed 
Congress,  or  however  loose  may  have  been  his  expression  of 
his  views  or  however  careless  he  may  have  been  at  that  time 
;nul  since  in  permitting  incorrect  or  inaccurate  Interpretations 
to  be  placed  on  his  words,  it  seems  to  be  established  that  now, 
at  least,  he  does  not  entertain  the  idea  that  general  percentage 
reductions  in  rates  should  be  made  and  that  his  idea,  in  Its 
wiilcst  application,  is  that  there  may  be  some  commodities  on 
which  the  increases  bear  too  heavily  and  on  which  the  railroads 
may  well  make  reductions— as,  for  instance,  that  the  increase 
on  fruits  and  vegetables  from  the  Pacific  coast  should  not  have 
hern  as  high  as  one-third,  which  is  what  it  was.  He  is  con- 
vinced that  a  percentage  decrease  In  all  rates  would  be  as 
harmful  as  the  horizontal  increase  resulting  in  broken  relation- 
ships have  been. 

Inquiry  has  established  the  fact  that  the  expressions  of 
gratification  attributed  to  President  Harding  over  what  has  been 
done  by  the  Commission  have  not  even  a  distant  relation  to 
that  kind  of  "bunk"  that  is  sometimes  passed  out  when  officials 
talk  about  each  other's  work,  but  are  really  what  they  purport 
to  be,  and  also  that  he  was  really  astonished  that  so  little  pub- 
licity had  been  given  to  what  had  been  done. 


CARRIERS  REFUSE  REDUCTIONS 

The  Traffic  World  Washington  Bureau 

No  voluntary  reductions  will  be  made  by  carriers  on  road 
building  materials  or  lumber.  The  Association  of  Railway  Ex- 
ecutives, June  8,  gave  out  an  account  of  the  meeting  of  traffic 
executives  and  representatives  of  shippers  June  2  and  3,  about 
which  the  shippers  were  requested  to  maintain  silence,  especially 
before  the  meeting  was  held,  so  as  to  avoid  the  publicity  which 
attended  an  effort  to  bring  about  a  meeting  for  the  consideration 
of  rates  on  building  materials  on  May  13. 

The  bits  of  information  given  out  as  to  the  meeting  on  June 
2  and  the  following  day  were  to  the  effect  that  no  requests  for 
specific  rates  had  been  made  by  shippers;  that  the  latter  had 
merely  indicated,  in  a  general  way,  what,  in  their  opinion,  would 
be  necessary  to  bring  about  a  revival  in  business.  The  an- 
nouncement by  the  executives  was  more  specific.  They  said  the 
shippers  had  asked  them  to  forego  practically  all  the  advances 
made  under  Ex  Parte  74.  Their  report  on  the  meeting  is  as 
follows: 

"At  a  series  of  conferences  held  in  Washington,  June  2  and 
3,  between  the  traffic  executives  of  important  rail  carriers  of 
the  United  States  and  representatives  of  associations  and  ship- 
pers interested  in  the  movement  of  sand,  gravel,  crushed  stone, 
chert,  slag,  asphalt,  tar,  paving  brick,  cement,  yellow  pine  lum- 
ber, shortleaf  pine,  lumber,  redwood,  fir,  hemlock,  oak,  gum, 
cottonwood  and  other  hardwood  lumber,  logs,  building  brick,  tile, 
terra  cotta,  talc,  and  other  building  materials,  the  carriers  were 
urged  by  representatives  of  the  building  tile  and  building  brick 
interests  to  reduce  the  rates  on  these  commodrties  by  eliminating 
an  advance  of  40  cents  per  ton  established  under  General  Order 
28  and  applying  the  percentage  advance  under  Ex  Parte  74  to 
the  rates  in  force  prior  to  General  Order  28.  Representatives 
of  other  shipping  interests  asked  for  a  reduction  equaling  the 
entire  advance  authorized  by  the  Commission  in  Ex  Parte  74. 

"The  tonnage  directly  affected  by  these  requests  approxi- 
mates 25  per  cent  of  the  total  tonnage  of  the  railways  of  the 
United  States,  and  the  carriers  are  asked  to  yield  on  this  traffic 
nnnroximat°ly  all  of  the  increase  authorized  by  the  Interstate 
Commerce  Commission  in  Ex  Parte  74. 

"It  cannot  be  overlooked  that  there  are  many  articles  analo- 
gous to  those  above  mentioned,  on  which  the  demand  and  the 
equity  of  reduced  rates  could  be  equally  as  pressing  and  as  great 
as  they  are  with  respect  to  the  commodities  mentioned,  and  it 
would  be  difficult,  if  not  impossibile,  to  prevent  the  inclusion  of 
these  analogous  articles  in  any  reduction  in  rates  such  as  is  now 
requested.  Thus  substantially  more  than  the  25  per  cent  of  the 
total  tonnage  of  the  railroads  above  mentioned  would  be  either 
directly  or  indirectly  involved  in  the  requested  reductions.  The 
seriousness  to  the  carriers  of  the  proposal  is  thus  evident. 

"The  conferences  developed  that,  while,  in  the  opinion  of 
various  shippers,  reductions  in  freight  rates  would  stimulate  the 
movement  of  these  commodities,  the  fact  remained  that  this  was 
altogether  conjecture,  and  that  there  was  no  assurance  that  any 
reduction  in  freight  rates  would  substantially  increase  the  move- 
ment of  this  traffic.  It  was  admitted  that  reductions  In  the  sell- 
ing prices  of  some  of  the  commodities  mentioned,  far  exceeding 
the  present  total  freight  charges,  had  failed  to  create  any  broader 
markets. 

"It  was  also  clearly  brought  out  that  the  hope  of  reductions 
in  freight  rates  has  resulted  in  hesitancy  on  the  part  of  con- 
sumers and  dealers  to  place  orders,  and,  because  of  this,  it  was 
urged  that  the  carriers  promptly  announce  their  conclusion  in 
orde1-  *hat  the  present  I'noertaintv  mav  be  cleared  up. 

"After  a  most  careful  consideration  of  the  situation  as  pre- 


sented by  ths  shippers,  and  of  the  present  and  prospective  Jinan 
clal  condition!  of  the  carrier*,  the  representative*  of  the  carrier* 
concluded  that  under  existing  condition*  no  general  reduction 
In  freight  rates  can  be  jUHtlfled  or  made  effective,  and  that  the 
carriers  are  In  no  condition  to  accept  the  far-reaching  conse- 
quences of  the  reductions  requested  at  these  conferences. 

"The  carriers,  no  less  than  the  shippers,  are  anxious  to  work 
towards  a  lower  level  of  rates,  but  It  la  manifest  that  this  result 
cannot  be  accomplished  until  there  Is  such  a  reduction  In  operat- 
ing costs  and  increase  of  business  as  will  restore  the  proper 
relation  of  net  to  gross  earnings. 

"In  notifying  the  shippers  of  this  action,  the  carriers  stated: 

No  Industry  In  the  country  Is  In  more  acute  distress  than  are  the 
railroads.  Many  are  not  earning  their  operating  expense*  and  taxes, 
niuny  more  are  not  earning  Interest  charges,  and  no  group  of  railroad* 
Is  earning  anything  approximating  the  return  contemplated  by  the 
transportation  act  to  en«l.l.  ih.  m  to  provide  the  facilities  necessary  to 
accommodate  the  normal  commerce  of  the  country. 

Obviously,  therefore,  the  carriers  cannot  afford  to  make  any  «en- 
enu  reduction  In  rates,  nor  even  the  reductions  that  would  follow  from 
the  acceptance  of  shippers'  proposals. 

The  reduction  In  wages  recently  authorized  by  the  Labor  Board 
but  not  yet  realized.  Is  more  than  offset  by  th<>  decA-nsed  volume  of 
business  due  to  worldwide  conditions  affecting.  gen<>raly  speaking 
all  business  and  all  Interests.  This  traffic  does  not  now  produce,  even 
under  the  advanced  level  of  rates,  a  margin  of  profit  anywhere  near 
sufficient  to  meet  the  unlversnlly  recognized  needs  of  the  carrier*.  It 
Is  a  fact  that  the  Increases  allowed  by  the  Interstate  Commerce  Com- 
mission In  August,  1920.  in  response  to  the  provisions  of  the  trans- 
portation act,  are  yielding  the  carriers  less  by  $622.000.000  than  the 
return  contemplated  by  the  transportation  act,  and  there  has  been  no 
estimate,  from  any  source,  that  the  recent  wage  reduction  will  even 
approximate  that  figure. 

The  carriers  are  vitally  Interested  In  any  changes  which  will 
produce  needed  revenue  and  would  be  justified  In  considering  reduc- 
tions could  they  have  any  reasonable  assurance  that  the  volume  of 
traffic  would  be  augmented  sufficiently  to  Increase  their  net  return. 
However,  the  arguments  presented  indicate  that  even  In  the  minds  of 
the  shippers  the  result  of  any  substantial  reduction  In  rates  Is  purely 
speculative,  not  only  as  to  increased  volume  of  traffic  but  also  as  to 
the  time  when  an  Increased  volume  of  traffic  may  be  expected.  It 
should  be  universally  recognized  that  the  carriers  are  In  no  condition 
to  enter  the  field  of  uncertain  experimentation  substantially  Involv- 
Inp  their  revenues,  for  the  reason  that  disappointment  in  the  experi- 
ment would  result  In  serious  consequences  to  the  public,  as  well  aa 
to  the  carriers  themselves,  hy  impairing  their  ability  to  continue  to 
furnish  needed  transportation  to  the  commercial  public. 

It  must  not  be  overlooked  that  the  carriers  have  realized  that  the 
percentage  Increases  In  rates  produced  Inequalities  and  In  many 
instances  threw  rates  out  of  line,  and  to  correct  these  conditions  they 
have  been  and  are  diligently  adjusting  such  situations. 

There  are  doubtless  instances  and  local  and  special  conditions  In 
respect  to  the  movement  of  commodities  necessary  for  road  building 
and  also  other  traffic  which  should  he  considered  as  emergencies  and 
the  carriers  wish  to  emphasize  the  fact  that  arrangements  have  been 
made  to  treat  such  cases  as  expeditiously  as  the  circumstances  will 
permit,  upon  application  of  shippers  to  the  traffic  managers  of  the  in- 
terested railroads. 

Representatives  of  the  lumbermen  got  a  conference  with  the 
traffic  executives  of  the  railroads,  June  2,  after  the  conference 
between  the  traffic  executives  and  the  representatives  of  the  sand 
and  gravel  producers,  about  which  it  was  intended  there  should 
be  no  publicity.  The  railroad  executives  objected  to  publicity 
on  the  ground  that  it  would  tend  to  bring  other  shippers  with  de- 
mands for  similar  conferences. 

The  prospective  sand  and  gravel  conference  on  May  13  was 
not  held,  because  there  was  publicity  concerning  it.  The  railroad 
executives  said  they  could  not  afford  to  hold  conferences  on  the 
theory  that  the  rates  put  into  effect  as  a  result  of  Ex  Parte  74  were 
too  high.  They  objected  to  the  publicity  in  connection  with  the 
proposed  conference,  the  feature  of  which  was  the  declaration 
that  the  conference  was  to  be  the  beginning  of  a  general  drive 
for  reductions  in  rates. 

The  showing  made  by  the  lumbermen,  under  the  leadership 
of  Junius  Browne,  who  represented  the  California  redwood  lum- 
bermen, was  contrary  to  what  it  had  been  contended  by  the  rail- 
road traffic  men  are  the  facts.  But  none  of  the  lumbermen 
showed  the  railroad  traffic  men  that  reductions  that  would  not 
endanger  the  revenues  unduly  could  be  made  great  enough  to 
move  any  materially  greater  tonnage.  At  least  that  is  the  posi- 
tion the  traffic  executives  took. 


TRANSCONTINENTAL  RATE  REDUC- 
TIONS 

In  his  fourth  section  application  No.  16,  R.  H.  Countiss,  agent 
of  the  Transcontinental  Freight  Bureau,  has  asked  for  relief 
from  the  provisions  of  the  fourth  section  of  the  act  in  connec- 
tion with  port-to-port  rates,  via  the  Sunset  Gulf  route,  on  various 
commodities,  from  Pacific  coast  terminals  to  New  York  City. 
The  application  is  made  under  R.  H.  Countiss'  tariff  I.  C.  C.  1087, 
bureau  No.  3-0,  on  behalf  of  the  Southern  Pacific,  the  San  Diego 
&  Arizona,  the  Galveston,  Harrisburg  &  San  Antonio  and  the 
Southern  Pacific-Atlantic  Steamship  Lines  (Morgan  Line). 

The  application  covers  eastbound  reductions  not  included  In 
the  announcement  of  May  25.  Those  reductions  were  to  apply 
from  Pacific  coast  terminals  and  Intermediate  points  to  eastern 
defined  territory,  groups  A  to  J  inclusive,  and  It  was  not  antici- 
pated that  fourth  section  relief  would  be  required  to  put  them  in. 
The  present  application  Includes  7  commodities,  which  move  in 
quantity  from  Pacific  coast  terminals  to  New  York.  The  reduc- 
tions are  as  follows: 
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Commodity.                 Prop.  Prop. 

C.  L.                    min.  wt.  rate. 
Apphnlt.      natural      or 

by-product     80,000  .63 

whole.        in 

packages    80.000  .65 

Dean*,  dried,  N.  O.  S.  80.000  .65 

(•annul    (,-oods.    subject 
to    package    requl  re- 
nts       SO.OOO  .65 

Milk,  condensed,  sub- 
ject to  package  re- 
iliilreinenU  80,000  .65 

I 'i  i,  its.  dried  and 
evaporated,  in  boxes, 
cans  and  jars 60,000  .75 

Do.  In  lacks  or  boxes  60,000  .95 

Kir.-,    in   bags    80.000  .65 
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Present 
min.  wt. 

70,000 

60,000 
40,000 
60,000 


60,000 


60,000 


40.000 
60.000 
40,000 
60,000 
40,000 
60,000 


Present 
rate. 

.83% 


1.42 
1.25% 

1.20% 
1.20% 


1.83% 
1.66% 
2.16% 
2.00 
1.00 
.92 


Reduc- 
tion. 

.18% 

.09% 

.77 

.60% 


.55% 


.55% 


1.08% 
.91% 

1.21% 

1.05 
.35 
.27 


The  proposed  rates  are  to  apply  from  the  following  California 
points:  Oakland,  Richmond,  San  Dieeo,  San  Francisco,  San  Pedro 
and  Wilmington,  and  in  addition  the  barley  rates  are  to  apply 
from  Port  Costa  and  South  Vallejo,  Cal.  From  points  intermedi- 
ate to  these  terminals,  It  Is  proposed  to  apply  rates  made  by  add- 
ing the  proposed  rate  from  the  nearest  terminal  to  the  local  rate 
from  the  intermediate  point  to  that  terminal.  By  nearest  term- 
inal is  meant  the  terminal  to  which  the  lowest  local  rate  is  ap- 
plicable. 

To  points  intermediate  to  New  York  City  the  present  rates, 
as  shown  above,  will  apply,  until  such  time  as  the  reductions  to 
eastern  defined  territory  are  checked  in. 

The  application  states  that  the  "proposed  rates  are  necessary 
to  meet  rates  available  through  the  Panama  Canal,"  and  the  as- 
sertion is  made  that  freight  so  shipped  moves  to  New  York  City 
in  very  nearly  the  same  length  of  time  as  shipments  via  the 
Sunset  Gulf  route.  More  than  26,000  tons  of  these  commodities 
moved  to  New  York  through  the  canal  during  the  four  months 
ending  January  Si,  1921,  according  to  the  application,  and  the 
water  rates  will  still  be  lower  than  the  rail-and-water,  by  from 
6  to  12%  cents,  if  the  application  is  granted. 

It  was  also  announced  by  the  bureau  that  instructions  had 
been  received  to  make  similar  reductions  from  Pacific  terminals 
to  New  York  via  the  Santa  Fe  and  the  Mallory  Line.  No  fourth 
section  application  covering  that  route  has  been  made  as  yet, 
however. 

Fourth  section  application  covering  the  westbound  transcon- 
tinental rate  reductions,  announced  in  Chicago  May  25,  had  not 
been  received  by  the  Commission  June  8.  Interest  in  the  inter- 
mountain  country  is  centered  on  the  westbound  rates  because 
the  fourth  section  violations  on  westbound  traffic  are  at  points 
of  origin,  while  on  eastbound  traffic  the  violations  are  at  inter- 
mediate points  of  origin. 

A  large  number  of  requests  to  be  heard  in  protest  against 
reduced  rates  westbound  have  been  received  from  Spokane,  Salt 
Lake  and  Arizona  and  New  Mexico  points.  No  protests  have 
been  received  against  the  proposed  reduced  eastbound  rates. 

A  Correction 

In  the  article  concerning  the  proposals  of  the  western  car- 
riers to  reducde  the  transcontinental  rates  on  various  com- 
modities (Traffic  World,  May  28,  p.  1154)  Tacoma  was  included 
in  a  list  of  Intel-mountain  points  to  cover  which  fourth  section 
permissions  were  to  be  asked.  This  was  in  error.  Tacoma  has 
for  thirty  years  been  lined  up  with  Seattle,  Portland,  San  Fran- 
cisco and  Los  Angeles  in  contesting  the  proposals  of  the  inter- 
mountain  cities  and  is,  in  fact,  a  Pacific  port. 


RATE  REDUCTIONS  ON  FRUITS  AND 
VEGETABLES 

The  Traffic  World  Washington  Bureau 

A  definite  proposition  respecting  reductions  in  ra'tes  on  west- 

i  fruits  and  vegetables,  formulated  in  the  conference  on  that 

ict,  June   3,   between   Special    Examiner   Ford    and   Traffic 

irector  Hardie,  constituting  the  shippers'  side  of  the  matter, 

Luce  and  W.  G.  Barnwell,  of  the   Southern  Pacific 

Santa  Fe,  representing  the  carriers,  is  under  considera- 

the  carriers.     Messrs.  Luce  and  Barnwell  left  Washing- 

le  day  following  the  conference  for  the  Pacific  Coast     The 

lera  are  expected  to  say  yes  or  no  after  conferences  on  the 

Pacific  coast. 

The    conference   was    of    a    confidential    character,    although 
t  took  place  on  the  facts  gathered  by  Mr.  Ford  on  his  trip  to 
c  coast  and  the  Intel-mountain  states,  where  he  held 
learings,  that  were  called  informal  conferences.    Shippers  whose 
insstence  that  the  high  rates  were  preventing  the  movement 
fruits  and  vegetables  were  unable  to  find  out  what  was  being 
>  with   the  facts   they  had   laid   before   the   commissioner's 
.npn,.i  «am,_   x..  elther  the  examiner  or  th  s  «£" 


Departure  of  the  traffic  officials  of  the  two  transcontinental 
.rriers  for  the  Pacific  coast  led  some  of  the  shippers  to "infer  55 

r  ^"H  *?  iay  S°me  klnd  Of  a  Potion  be?ore  ?he 
s,  or  undertake  to  attach  conditions  to  proposals  here 


tofore  made.  They  were  led  to  making  conjectures  through 
their  inability  to  obtain  any  facts.  They  believed  they  had 
showed  facts  to  the  special  examiner  warranting  reductions, 
which,  when  made,  would  leave  the  rates  but  little  higher  than 
they  were  when  the  report  in  Ex  Parte  74  was  promulgated  ten 
months  ago. 

An  announcement  of  intended  reductions  in  the  eastbound 
rates,  from  the  Pacific  coast  terminals  to  Chicago  and  the  Mis- 
sissippi River,  on  vegetables  and  melons,  and  on  apples  from  the 
Pacific  coast  to  eastern  defined  territory,  was  made  in  a  tele- 
gram sent  by  Agent  Countiss,  of  the  Transcontinental  Freight 
Bureau,  June  6,  to  western  growers  and  distributors.  The  pro- 
posed reduction  is  assumed  to  be  the  result  of  the  Washington 
confernce.  The  telegram  read  as  follows: 

Transcontinental  railroads  propose  to  establish  the  following  re- 
duced rates  for  carload  shipments  of  vegetables,  melons  and  apples, 
viz.:  Rate  of  $1.75  per  100  pounds  on  vegetables  and  melons,  including 
cantaloupes,  effective  at  earliest  possible  date,  from  Pacific  coast 
terminals  and  intermediate  points  to  destinations  east  of  Chicago  and 
Mississippi  River.  Also  rate  of  $1.50  per  100  pounds  on  apples,  with- 
out storing-in-transit  privilege,  effective  September  1,  from  Pacific 
coast  terminals  and  intermediate  points  to  eastern  defined  territories, 
which  includes  Colorado  common  points  and  practically  all  points  east 
thereof  to  Atlantic  seaboard,  inclusive. 

Pacific  coast  shippers  of  vegetables,  melons  and  deciduous 
fruits  will  not  accept  reductions  on  their  commodities  from 
trans-continental  carriers  with  thanks  and  other  evidences  of 
gratification.  The  announcement  of  the  transcontinental  car- 
riers, made  in  Chicago  on  June  7,  was  followed  immediately  by 
the  dispatch  of  telegrams  from  the  Pacific  Coast  to  the  Com- 
mission saying  that  the  reduction  from.  $1.98  on  vegetables 
and  melons  to  $1.75,  and  from  $1.66%  to  $1.50  would  not  bej 
adequate  to  meet  the  situation. 

Threats  to  take  radical  steps  against  the  carriers  were  made 
long  before  the  announcement  of  June  7.  According  to  the 
declarations  of  representatives  of  the  growers  in  California,  the 
growers  have  been  held  in  check  on  representations  from  their 
commerce  counsel  and  traffic  managers  that  more  would  be  ac- 
complished by  negotiations  with  the  carriers,  under  the  super- 
vision of  the  Commission,  than  by  appeals  to  President  Harding 
ana  members  of  Congress.  These  lawyers  and  traffic  managers 
have  represented  the  growers  as  being  on  the  point  of  despera- 
tion and  of  talking  about  political  action  against  senators  and, 
representatives  who  would  not  vote  for  some  kind  of  legislation 
that  would  have  the  effect,  practically,  of  wiping  out  the  rates 
made  operative  under  the  Commission's  report  on  Ex  Parte  74. 

President  Harding  is  greatly  interested  in  the  rates  on 
fruits  and  vegetables  from  the  Pacific  Coast.  Unofficial,  but 
nevertheless  authentic,  reports,  as  to  why  he  went  to  the  Cora- 
mission  on  June  1  are  that  he  he  went  particularly  to  inquire 
about  the  rates  on  fruits  and  vegetables  from  the  West,  because 
it  had  been  represented  to  him  by  a  member  of  the  Cabinet  that 
nothing  had  been  or  was  being  done  in  the  matter  of  reducing 
or  revising  rates.  That  declaration  was  true  with  regard  to  the 
rates  on  fruits  and  vegetables  in  so  far  as  final  results  were  con- 
cerned. It  was  not  true,  if  it  was  meant  to  convey  the  impres- 
sion that  not  even  inquiry  had  been  begun  to  ascertain  what 
the  effect  of  the  Ex  Parte  74  increases  had  been  upon  the  growers 
of  vegetables  and  melons  on  the  Pacific  Coast.  It  was  not  true 
as  to  investigation,  because  former  Commissioner  Ford,  acting 
as  special  examiner  for  the  Commission,  had  held  hearings  on 
the  Pacific  coast  and  in  the  intermountain  country.  He,  how- 
ever, had  not  made  a  report  on  the  subject.  All  he  had  done  was 
to  make  a  record  of  the  facts  so  that  the  Commission  could 
know  the  situation  if  and  when  it  took  up  the  subject  of  down- 
ward revision  of  rates  with  the  traffic  men  of  the  transconti- 
nental system.  Mr.  Ford  has  completed  his  work  for  the  Com- 
mission and  is  no  longer  on  its  pay  roll,  but  the  material  he 
gathered  was  used  in  the  negotiations  which  resulted  in  the 
traffic  men  of  the  transcontinental  lines  leaving  Washington  on 
June  4  with  a  definite  proposition  in  their  pockets. 

The  Commission  has  been  as  secretive  about  the  negotia- 
tions respecting  rates  on  fruits  and  vegetables,  from  the  Pacific 
coast  eastward,  as  if  the  subject  were  a  private  matter  and 
highly  confidential.  The  traffic  managers,  when  they  left  Wash- 
ington, told  representatives  of  shippers  that,  while  a  definite 
understanding  had  been  reached,  they  were  not  at  liberty  to 
disclose  the  nature  of  it  to  these  representatives.  Even  after 
the  announcement  was  made  from  Chicago  as  to  what  the  trans- 
continental carriers  proposed  doing,  there  was  no  information 
available  at  the  Commission  as  to  whether  what  the  traffic  mana- 
gers had  announced  was  in  accordance  with  the  understanding 
reached  prior  to  June  4,  or  whether  they  had  reached  a  different 
conclusion  and  announced  it  at  Chicago. 

In  handling  special  Examiner  Ford's  report,  the  Commis- 
sion was  as  secretive  as  any  freight  traffic  committee  was  ever 
accused  of  being.  Representatives  of  the  shippers  were  not 
called  into  the  conferences  in  Washington,  and,  as  before  set 
lortn,  the  railroad  traffic  men  told  them  even  after  a  conclusion 
was  reached,  that  they  were  not  at  liberty  to  disclose  the  nature 
of  it.  Apparently,  shippers  were  kept  without  information  until 
5  announcement  was  made  by  the  trans-continental  carriers. 
Whether  what  was  announced  agrees  with  what  was  agreed  upon 
in  the  conferences  between  the  railroads  and  the  Commission,  the 
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\\  :i:    lllh.'lnll       IT  |  il ;  •Sl'll  I  atlVCS     Of      III!'      shippers      (lill      HOt      klltlW      at 

the  linn-  this  was  written. 

One  of  the  observations  made  by  President  Harding  In  his 
cont'ereiire  \vhli  i In-  Commission  was  that  the  public  had  received 
prartirally  no  information  as  to  what  I  lie  Commission  had  done 
in  the  way  of  reducing  rates.  The  President,  of  course,  had 

ronce  only  to  newspaper  publicity.  That  has  been  scanty 
l» -I-M ust '.  as  .1  rule,  the  Commission  has  not  made  any  statement 
lur  i  he  press  or  even  put  copies  of  Its  sixth  section  orders  on 
i  in1  table  where  it  places  matters  in  which  it  thinks  the  public 
would  show  an  interest.  Those  who  have  obtained  information 
as  10  readjustments  in  rates  have  had  to  dig  for  it  after  having 

ived  an  intimation  from  the  outside  that  something  was 
bciiiK  done. 

The  Pacific  coast  growers  have  had  the  benefit  of  personal 
interest  on  the  part  of  secretaries  Hoover  and  Wallace.  They 
have,  it  is  understood,  been  insistent  in  the  Cabinet  meetings 
that  rate  relief  should  be  accorded  them.  Secretary  Hoover  and 
W.  E.  Lamb,  the  latter  now  solicitor  for  the  Department  of 
Commerce,  are  exceedingly  close  personal  friends  as  well  as 
official  associates.  Before  Lamb  took  the  solicitorship,  which 
he  did  on  account  of  his  personal  friendship  for  Hoover  and 
not  because  he  had  any  desire  for  public  office,  he  was  counsel 
for  California  orange  and  lemon  growers  and,  therefore,  has  a 
general  familiarity  with  the  claimed  effect  of  the  rate  situation 
on  the  interests  of  the  Pacific  coast  growers. 


PLAN  FRUIT  SHIPMENTS  BY  WATER 


The  Traffic   World   Washington  Bureau 

The  Washington  representative  of  "producers  and  shippers 
of  perishable  and  high  tonnage  commodities  on  the  Pacific 
coast"  issued  the  following  statement,  June  2,  outlining  the  re- 
sults of  the  conference  held  at  Seattle,  June  1  and  2,  to  promote 
the  shipment  of  fruits  to  the  eastern  seaboard  by  water: 

"Plans  for  unified  action  by  the  shippers  of  perishable 
fruits  from  the  Pacific  coast  for  the  more  general  use  of  water 
instead  of  rail  routes  to  the  eastern  seaboard  have  been  com- 
pleted by  California,  Washington,  Oregon,  Idaho  and  Montana 
interests  and  appeals  will  be  made  by  a  special  committee  to 
Secretary  of  War  Weeks,  Secretary  of  Commerce  Hoover  and 
the  Shipping  Board  to  have  more  adequate  provision  made  for 
the  fruit  shipments  on  intercostal  steamships. 

"The  plans,  adopted  at  a  conference  of  the  growers  and 
shippers  concluded  June  2  at  Seattle,  mark  the  revolutionization 
of  fruit  shipments  from  the  Pacific  coast  to  the  East.  The 
plans  include  the  establishment  of  receiving  ports  at  twenty-five 
Atlantic  coast  and  Gulf  ports.  By  motor  truck  and  local  rail 
connections  twenty-one  million  persons  can  be  reached  with  the 
Pacific  coast  products  from  the  ports.  The  plans  would  de- 
crease rail  tonnage  from  the  coast  on  heavy  tonnage  products 
about  40  per  cent  on  domestic  distribution  and  send  all  foreign 
sales  through  the  Panama  Canal,  eliminating  the  rail  haul  en- 
tirely. 

"The    deciduous    and    citrus    fruit   growers    of   Washington, 
'  Oregon  and  California  have  a  capital  investment  of  more  than 
$300,000,000  and  an  annual  production  of  more  than  100,000  car- 
loads of  fruit.     They  have  completed  plans  to  form  an  all-west- 
ern   committee    on    water   transportation    which    will    act    as   a 
\central   agency   for  the   movement  of   fruits   and   vegetables   to 
JGulf  and   Atlantic   coast  ports,   by  water  through   the   Panama 
Canal. 

"It  was  stated  at  the  Seattle  conference  that  40  per  cent 
of  the  domestic  distribution  and  all  of  the  foreign  distribution 
should  be  shipped  by  water.  Figures  were  presented  to  show 
that  receiving  ports  on  the  Atlantic  and  Gulf  coast  could  reach 
21,000,000  persons  by  truck  or  short  rail  haul.  Twenty-four 
ports  are  already  equipped  to  handle  the  perishable  fruits. 

"The  shipment  to  twenty-four  different  markets  will  save 
money  for  the  producers,  according  to  the  present  plans.  Two 
bureaus  will  be  established  on  the  coast  to  handle  the  water 
shipments,  one  in  California  to  handle  the  citrus  fruit  shipments 
and  one  in  Washington  to  handle  the  deciduous  fruit  shipments. 
"Necessary  harbor  cold-storage  facilities  will  be  constructed 
in  co-operation  with  local  authorities  and  harbor  improvements 
made  to  permit  the  handling  of  the  fruit.  Effort  will  be  made 
to  have  the  U.  S.  Shipping  Board  equip  a  larger  number  of 
steamers  with  refrigeration  in  addition  to  those  already  operated 
by  private  concerns.  Pledges  have  been  obtained  from  private 
ship  lines  for  hauling  of  large  quantities  of  the  western  coast 
products." 

R.  M.  Semmes,  district  representative  of  the  Shipping  Boar 
on  the  Pacific  coast,  has  promised  to  co-operate  with  the  ship- 
pers of  perishable  products  on  the  west  coast  in  their  efforts 
to  develop  water  transportation  for  their  products  to  the  eastern 
seaboard,  according  to  a  statement  issued  by  the  Producers  and 
Shippers  of  Perishable  and  High  Tonnage  Commodities  on  the 
Pacific  coast.  In  their  statement  the  shippers  said  in  part: 

"The  attitude  of  the  board,  as  outlined  by  Mr.  Semmes,  is 
to  place  refrigeration  in  Shipping  Board  vessels,  if  the  shippers 
can  assure  the  board  that  the  business  will  be  a  profitable  one. 
Members  of  the  combined  Pacific  Coast  Producers'  Association, 


to  promote  canal  shipments  of  fruit*  ami  vegetable*,  a*- 

I    Mi     Si'iniiK'H  that   all   i.  •!  .-  pai  ••  pur.  id«-d  would  b« 

tilled  on  eastern  voyages. 

••Representatives  of  tin-  association  are  negotiating  with  In 
irrrostal  steamship  companies  fora  rate  of  n<>  'I  ninety 

iinls  a  box  fiom  Pacific:  to  Atlantic  ports.  C.  8.  WiiUcotnli, 
president  ni  the  association,  of  LOB  Angeles,  said  he  expects  that 
a  lair  rate,  will  be  secured. 

"Fruit  growers  told  S. -atlli.  bu.sinesH  ni'-n  Hie  fruit  Industry  In 
being  strangled  by  high  rail  rates  and  that  railroads  have  refused 
to   give   emergency   rates,    as    was   done   with    lumber    industry 
because  growers  had  not  taken  advantage  of  competitive  v. 
routes  and  forced  reduction.    Port  officials  on  the  coast   v. 
notified  they  can  expect   four   thousand   carloada  of  apples  for 
transshipment  this  season  and  steamship  companlos  were  pledged 
an   additional   six   thousand   carloads   of   California   fruits.     ' 
cold-storage  house  in  Seattle,  where  rail  meets  sail,  can  house 
twenty  thousand  tons  of  apples  and  there  are  additional  cooling 
spaces  in  other  public  and  private  warehouses,  exclusive  of  flab 
freezing  sections,  where  four  million  pounds  are  frozen. 

"In  addition  to  electing  Mr.  Whltcomb  president,  J.  H.  Wade 
of  Wenatchee  was  elected  president  of  the  Deciduous  branch 
and  vice-president  of  the  association  at  the  meeting  of  the  asso- 
ciation in  Seattle,  June  3.  C.  Devere  Fairchild  of  Yaklma  will 
be  secretary-treasurer  and  the  directors  at  large  will  be  H.  F. 
Davidson  of  Hoodriver,  Oregon,  and  C.  I.  Lewis  of  Salem. 

"The  California  bodies  interested  in  the  association  will  elect 
similar  officers  and  there  will  be  bureajus  in  each  of  the  fruit 
producing  sections,  with  Mr.  Whitcomb  the  directing  head  of  all. 
Those  representing  the  producers  in  the  negotiations  with  the 
steamship  companies  on  the  coast  for  refrigerator  space  and 
rates  are  H.  M.  Gilbert  of  Yaklma,  C.  Devere  Fairchild  of  Yakima 
and  J.  Curtis  Robinson,  traffic  manager  of  the  Northwestern 
Fruit  Exchange;  steamship  companies  represented  are  Atlantic- 
Gulf  Pacific  Steamship  Company,  the  Pacific  Steamship  Com- 
pany and  the  United  American  Lines.  R.  M.  Semmes,  district 
representative  of  the  U.  S.  Shipping  Board  on  the  coast,  said  the 
board  was  willing  to  install  refrigerator  space  if  it  is  shown 
that  it  is  profitable.  Members  of  the  association  promptly  re- 
plied- that  all  refrigerated  space  would  be  loaded  to  capacity  the 
year  round  and  explained  that  on  the  return  voyage  from  the 
east  coast  the  refrigerated  space  could  be  used  for  general  cargo 
with  exclusion  of  excessively  heavy  tonnage  like  steel." 


FLORIDA  SHIPPERS  BLAME  RATES 

The  Traffic   World   Washington  Bureau 

The  Florida  Citrus  Exchange,  in  a  telegram  to  Senator 
Fletcher  of  Florida,  which  the  senator  submitted  to  the  Senate, 
June  1,  referring  to  testimony  by  railway  executives  before  the 
Senate  interstate  commerce  committee,  declared  freight  rates 
"have  played  the  big  part"  in  depressing  the  citrus  fruit  pro- 
ducing industry.  The  telegram  follows: 

"Understand  railway  executives  have  Introduced  testimony 
to  the  effect  movement  perishables  shows  increase  over  last  year 
notwithstanding  increase  in  freight  rates.  This  may  or  may 
not  be  correct.  Government  figures  for  Florida  show  6,000 
acres  decrease  watermelon  planting  this  spring  against  last. 
However,  granting  increase  movement  citrus  fruits,  call  atten- 
tion this  due  to  coming  into  bearing  of  thousands  of  acres 
young  groves  planted  five  to  seven  years  ago. 

."It  is  indisputable  fact,  largest  percentage  Florida's  citrus 
crop  in  its  history  was  not  shipped  this  last  season,  particularly 
lower  grades  of  fruit,  account  not  bringing  sufficient  price  to 
justify  expense  of  shipping.  The  vital  question  for  consid- 
eration is  not  the  volume  moving,  but  the  net  result  to  producers 
and  their  ability  to  continue  production.  No  one  can  success- 
fully challenge  statement  this  has  been  most  disastrous  season 
for  citrus-fruit  producers  in  every  citrus  area  of  the  United 
States  in  which  increased  freight  rates  have  played  the  big  part." 


BILL  TO  REPEAL  SECTION  15A 

The  Traffic  World  Washington  Bureau 

Representative  Sweet  of  Iowa,  member  of  the  House  com- 
mittee on  interstate  and  foreign  commerce,  introduced  a  bill 
(H.  R.  6861),  June  6,  amending  the  Interstate  commerce  act  by 
repealing  the  rate-making  section  (section  15-a)  and  taking  from 
the  Commission  the  right  to  prescribe  intrastate  rates,  as  well 
as  declaring  invalid  orders  made  by  the  Commission  in  the  Intra- 
state rate  cases. 

The  first  section  of  the  bill  amends  paragraph  (17)  of^sec- 
tion  1  of  the  act,  by  reserving  to  the  states  control  over  car 
service.  Section  2  amends  paragraph  (1)  of  section  3  of  the 
act,  by  reserving  to  the  states  jurisdiction  over  intrastate  rates. 
fares  and  charges.  Section  3  amends  paragraphs  (3)  and  (4) 
of  section  13  of  the  act,  by  providing  for  Joint  hearings  by  the 
Commission  and  state  commissions  as  to  the  relationship  of 
interstate  and  intrastate  rate  structures. 

It  further  provides  that  where  the  Commission  shall  be  of 
the  opinion  that  a  state  rate  operates  to  injure  unjustly  per- 
sons or  localities  in  interstate  commerce,  it  may  state  its  con- 
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»S      SU*  formidame 


sons  ana  locaiiuco  m  v  jujui !««»•  j   •  — 

and  extent  of  the  Injury  caused,  but  no  provision  is  made 
enforcement  of  the  findings  by  the  federal  or  state  commissions 

Section  4  of  the   bill  amends  paragraph    (1)   of  section 
of  the  act  so  that  the  Commission  would  not  have  authority  t 
prescribe  intrastate  rates.     Section  5  repeals  section  15-a,  an 
section  6  declares    all    orders    of  the  Commission   prescribing 

lntrAtarlesoriautionV?rom  the  legislature  of  California  protesting 
against  the  rate-making  section  of  the  transportation  act  has 
been  submitted  to  the  Senate  by  Senator  Shortridge  of  Cali- 
fornia The  legislature  stated  in  the  resolution  that  the  section 
"assures  a  6  per  cent  income  return  to  all  railway  properties, 
and  that  it  "in  effect  guarantees  to  carriers  annual  net  earnings 
and  removes  the  incentive  for  efficiencies  in  operation  and 
economy  in  expenditures,"  as  well  as  imposing  on  shippers  and 
the  public  an  excessive  transportation  burden.  Congress  i 
asked  In  the  resolution  to  amend  the  transportation  act  and  to 
grant  a  rate  structure  that  will  not  place  a  false  earning  power 
on  a  large  fictitious  railroad  capital,  the  payment  of  which  is 
stifling  to  industries  on  the  Pacific  coast." 

Senator  Kellogg  submitted  a  resolution  from  the  Minne- 
sota legislature  asking  Congress  to  take  from  the  Commission 
the  authority  to  regulate  intrastate  rates. 

HOOVER  AND  SEASONAL  COAL  RATES 

The  Traffic  World  Washington  Bureau 

Secretary  Hoover  has  given  up,  temporarily  at  least,  his 
fight  for  seasonal  coal  rates.  He  announced  that  fact  June  7 
to  a  gathering  of  newspaper  men  who  asked  him  how  he  was 
getting  along  in  the  negotiations,  information  as  to  which  was 
obtained  a  few  days  before  from  White  House  sources.  He  said 
he  had  found  the  railroad  managers  with  whom  he  had  talked 
to  be  disinclined  to  grant  concessions  on  coal.  The  Secretary 
can  do  nothing  more  at  present  to  make  the  transportation 
managers  see  that  it  would  be  in  their  interest  to  make  rates 
that  would  Induce  the  movement  of  coal  in  the  summer,  when 
the  need  for  it  is  the  smallest. 

Secretary  Hoover,  June  4,  said  he  did  not  care  to  discuss 
the  subject  of  seasonal  rates  on  coal.  Information  as  to  his 
efforts  in  that  behalf  reached  the  public  the  day  before  from 
an  authoritative  source  other  than  the  Department  of  Com- 
merce. That  the  Secretary  has  been  working  on  that  matter 
was  known  some  time  before  June  3,  but  those  who  had  been 
told  about  it  were  not  at  liberty  to  say  the  secretary  was  work- 
ing in  that  direction. 

As  a  rule,  railroad  traffic  men  have  been  opposed  to  sea- 
sonal rates,  chiefly  for  the  reason  that  summer  is  the  best  time 
for  mining  and  mining  depends,  insofar  as  soft  coal  is  concerned, 
upon  car  supply.  Therefore,  low  rates  on  coal  in  the  summer 
would  seem  to  be  seasonal.  That  is  the  only  time  there  could 
be  seasonal  rates  on. lake  cargo  coal  or  coal  for  New  England 
or  the  near  Northwest. 

If  such  rates  were  used  during  the  summer  months,  traffic 
and  transportation  men  have  pointed  out,  such  a  stimulated 
movement  would  tend  to  bring  about  interference  with  the 
movement  of  the  crops.  They  cannot  see  why  they  should  make 
rates  below  normal  to  apply  at  times  when,  in  normal  cir- 
cumstances, they  have  about  as  much  traffic  as  they  can  handle. 
In  normal  times  the  slackest  season  in  transportation  is  in 
February  and  March,  but  in  sections  of  the  country  where  the 
consumption  of  coal  is  the  largest,  these  are  not  ideal  operating 
months.  Low  rates  then,  it  is  argued,  would  require  them  to 
put  forth  the  maximum  of  effort  and  traffic  expense  to  achieve 
the  minimum  revenue  from  such  traffic. 


HIGH  RATES  AND  BUSINESS 

The  Traffic  World  Washington  Bureau 

Transportation  costs  are  curtailing  business,  particularly  as 
to  lumber  and 'numerous  farm  products,  according  to  a  report  on 
business  conditions,  by  Archer  Wall  Douglas,  chairman  of  the 
committee  on  statistics  of  the  Chamber  of  Commerce  of  the 
I'nilrd  States.  On  the  subject  of  transportation,  he  said: 

"The  railroads  are  using  their  utmost  thought  and  endeavor 
to  Kfi  their  house  in  order  by  reduction  in  the  cost  of  operation 
and  by  various  economies.  All  of  which  inspires  the  hope  on 
the  part  of  the  general  public  that  these  things  when  accom- 
plished—and they  now  seem  under  way — will  result  in  reduced 
cost  of  transportation.  For  such  costs  of  transportation  are  a 
heavy  handicap,  too  burdensome  to  be  borne  by  many  commodi- 
ties, notably  lumber  and  numerous  farm  products. 

"So  true  is  this  that  It  Is  actually  curtailing  business  in 
these  and  other  lines  so  affected,  thus  being  a  direct  loss  both 
to  the  producer  and  the  transportation  companies.  One  of  the 


SAYS  RATES  ARE  TOO  HIGH 


r or  me  last  seveiai  wc^no  *  — — — • 

Traffic  World  with  reference  to  present  freight  rates,  and  1 
lieve    as  a  rule,  most  railroad  men  are  of  the  opinion  that  the 
present  rates  are  in  no  way  responsible  for  the  general  depres- 
sion in  business.     In  this  I  believe  they  are  mistaken 

Traffic  on  this  little  43  mile  road  is  practically  at  a  stand- 
still for-no  other  reason  than  the  present  high  rates  of  freight. 
The  greater  portion  of  our  traffic  consists  of  forest  products- 
thai  is  lumber,  crossties,  box  material,  poles,  naval  stores,  etc., 
and  heretofore  approximately  70  per  cent  of  this  class  of  traffic 
went  to  the  eastern  territory;  but  since  the  33 V3  per  cent  in- 
crease in  rates  was  tacked  on  last  August  the  volume  of  this 
traffic  has  been  cut  down  probably  75  per  cent.  There  are  now 
stacked  at  the  various  saw-mills  along  the  line,  several  hundred 
carloads  of  lumber  that  was  produced  before  the  increase  in 
rates  Manufacturers  tell  me  that  they  receive  numerous  in- 
quiries from  the  east  and  northwest  for  lumber.  All  buyers 
want  a  delivered  price.  When  quotations  are  made  they  rarely, 
if  ever  hear  from  them  again.  The  high  rate  prevents  shipment. 
In  my  opinion,  the  high  rates  on  these  commodities  localize  the 
business— that  is,  our  mills  can  sell  their  product  at  nearby 
southern  markets,  but  they  can  not  reach  the  eastern  and  in- 
terior eastern  destinations,  that  territory  probably  now  being 
supplied  from  the  Carolinas  and  Maine.  Anyhow,  we  are  not 
getting  the  business  and  the  result  is  we  are  all  perishing  in 
the  midst  of  plenty. 

In  my  opinion,  it  was  a  great  mistake  to  increase  rates  on 
a  percentage  basis — certainly  it  was  when  applied  to  forest 
products.  Our  freight  trains  are  running  light.  It  would  add 
very  little  to  our  operating  expenses  to  handle  twice  the  traffic 
we  are  now  handling,  and  this  could  be  done  if  the  rates  were 
not  excessive.  Taking  this  view  of  the  matter  and  when  ap- 
plied to  our  case  it  is  indeed  plausible  the  earning  of  the  roads 
could  be  greatly  increased  by  a  substantial  decrease  in  rates  on 
the  heavier  commodities,  and  it  is  going  to  take  this  to  start 
the  wheels  to  rolling  again. 

L.  N.  Smith, -General  Freight  Agent, 
Marianna  &  Blountstown  R.  R.  Co. 

Marianna,  Fla.,  May  30,  1921. 

Mr.  Smith  makes  the  common  mistake  of  failing  to  differentiate 
between  a  general  reduction  in  rates  and  a  reduction  on  the  particular 
commodity  in  which  he  is  interested  in  the  locality  he  knows  ahout. 
He  may  be  entirely  correct  as  regards  his  commodity  and  his  locality 
and  still  everything  that  has  been  said  with  respect  to  a  general 
decrease  in  rates  being  unwise  would  remain  true. — Editor  The  Traffic 
World. 


GENERAL  RATE  REDUCTION  OPPOSED 
The  resolutions  opposing  a  general  reduction  of  freight 
rates  at  this  time,  submitted  to  a  referendum  vote  of  the  mem- 
bers of  the  New  England  Traffic  Club,  as  published  in  the  Traffic 
World,  May  28,  page  1146,  have  been  adopted,  it  is  announced, 
with  only  seven  dissenting  or  qualified  votes. 


REFERENDUM  ON  TRANSPORTATION  TAX 

A  referendum  on  proposed  forms  of  taxation  is  being  taken 
by  the  Chamber  of  Commerce  of  the  United  States,  one  of  the 
questions  to  be  voted  on  being:  "Do  you  favor  repeal  of  war 
excise  taxes  on  transportation  and  communication?"  The  tax  on 
transportation  and  commutation,  the  chamber  stated,  is  estimated 
to  yield  $350,000,000  annually. 


PACKER  CONTROL  BILL 

The  Traffic  World  Washington  Bureau 

The  Senate  committee  on  agriculture  and  forestry,  in  a  re- 
port to  the  Senate,  substituted  its  bill  (S.  659)  for  the  Haugen 
packer  control  bill  passed  last  week  by  the  House.  The  bill  pro- 
vides for  the  appointment  of  a  federal  live  stock  commissioner 
and  gives  him  authority  to  regulate  interstate  and  foreign  com- 
merce in  live  stock,  live  stock  products,  dairy  products,  poultry 
and  poultry  products  and  eggs.  The  House  bill  invests  regula- 
tory authority  in  the  Secretary  of  Agriculture.  The  Senate  bill 
contains  a  provision  that  after  two  years  from  the  effective  date, 
of  the  act  no  packer  engaged  in  commerce  shall  have  any  in- 
terest in  any  stockyard  unless  the  commissioner  shall  hold  that 
such  ownership  or  control  is  not  in  violation  of  the  purpose  of 
the  act  or  that  the  packer  has  been  unable  to  dispose  of  his 
holdings. 


DEATH   VALLEY   RAILROAD  STOCKS  AND   BONDS 
The  Commission,  in  finance  docket  No.   1216,  has  authorized 
the  Death  Valley  Railroad  Company  to  sell  at  par  139,900  worth 
of  common  capital  stock,  the  proceeds  to  be  used  to  retire  90 
first   mortgage   bonds,   which   matured   March   1,   1921. 
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NEW  SHIPPING  BOARD  APPOINTED 

The  Traffic  World  Washington  Bureau 

Following  formal  acceptance  by  Albert  D.  Lasker,  of  Chi- 
cago, ol'  the  cliainiiiuishlp  of  the  United  States  Shipping  Board, 
June  8,  President  Harding  sent  to  the  Senate  the  following 
Dominations  to  the  board: 

Albert  D.  Lasker,  of  Illinois,  term  of  six  years. 

T.  V.  O'Connor,  of  New  York,  term  of  five  years. 

George  E.  Chamberlain,  of  Oregon,  term  of  four  years. 

Kilward  C.  Pluinmer,  of  Maine,  term  of  two  years. 

Frederick  I.  Thompson,  of  Alabama,  term  of  two  years. 

Meyer  Lissner,  of  California,  term  of  one  year. 

Admiral  William  S.  Benson,  of  Georgia,  term  of  one  year. 

Lasker,  O'Connor,  Plummer  and  Lissner  are  Republicans 
and  Chamberlain,  Thompson  and  Benson  are  Democrats. 

Final  selection  of  the  Shipping  Board  came  as  a  great  re- 
lief to  the  President  and  he  was  delighted  to  have  secured  the 
assent  of  Mr.  Lasker  to  serve  as  chairman,  it  was  learned  at 
I  lie  White  House.  The  President  has  been  frank  to  say  to 
everybody  that  he  was  anxious  to  secure  the  best  shipping  man 
in  America  to  take  care  of  the  task  of  establishing  a  profitable 
American  merchant  marine.  After  many  weeks  of  inquiry,  it 
was  said,  he  found  that  to  be  impossible  and  he  frankly  told 
Mr.  Lasker  that  fact  in  asking  him  to  accept  the  chairmanship. 

The  President,  it  was  said,  has  great  faith  In  Mr.  Lasker 
as  one  of  the  great  business  organizers  of  the  country  and  be- 
lieves that  he  will  go  into  the  office  with  his  youth,  enthusiasm 
and  his  readiness  to  turn  to  shipping  men,  whose  helpfulness 
he  can  appraise,  in  laying  out  the  program  of  the  great  task 
before  him. 

As  soon  as  the  Shipping  Board  is  confirmed  by  the  Senate 
the  President  will  have  a  meeting  with  the  board  to  advise  with 
its  members  concerning  the  policy  to  be  adopted  from  the  very 
beginning.  The  President,  it  may  be  said,  is  fully  aware  of  the 
unfortunate  state  of  the  business  of  the  board  and  he  knows 
the  discouraging  conditions  which  the  new  board  will  face.  He 
realizes  the  impossibility  of  bringing  about  a  new  order  by 
the  wave  of  the  magician's  wand.  He  is  also  mindful  of  the  fact 
that,  in  the  popular  mind,  there  is  between  three  and  four  bil- 
lions of  assets,  purchased  during  the  pressure  of  war  prepara- 
tions and  at  inordinately  high  prices,  and  he  knows,  it  was  said, 
as  the  country  must  know,  that  the  actual  values  today  are  not 
more  than  one-third,  probably  not  more  than  one-quarter  of  their 
actual  cost. 

The  President  well  understands  that  the  board  is  operating 
at  a  heavy  loss  and  it  is  his  belief  that  the  new  organization 
will  drive  to  end  the  losses  and  will  undertake  to  build  a  mer- 
chant marine  on  the  basic  principle  of  private  enterprise  operat- 
ing under  government  protection  and  assistance.  The  situation 
faced  by  the  new  board,  it  is  realized  by  the  President,  presents 
a  discouraging  undertaking  at  the  present  moment,  because  of 
the  widespread  depression  in  ocean  shipping,  but  the  President 
is  confident  that  recovery  is  bound  to  come  and  the  end  to  be 
sought  will  be  to  have  American  shipping  organized  and  ready 
for  that  recovery. 

In  a  formal  statement,  issued  at  the  White  House  by  Mr. 
Lasker  immediately  after  the  nominations  had  been  made  public, 
he  said  John  Callan  O'Laughlin,  former  newspaper  correspondent, 
will  be  assistant  to  the  chairman.  The  statement  follows: 

"The  men  who  constitute  the  new  Shipping  Board  come  to 
their  work  with  a  full  recognition  of  the  serious  situation  con- 
fronting them. 

"We  know  the  grave  condition  of  the  board's  merchant  fleet 
built  at  war  prices  under  the  stress  of  war.  We  have  been  told 
of  utter  disorganization  which  exists  in  the  Shipping  Board  and 
lack  of  efficient  management,  which  it  is  claimed  has  hindered 
the  operations  of  the  fleet. 

"These  conditions  must  be  ended.  They  will  be  ended. 
Honesty,  efficiency  and  economy  must  and  will  be  the  guiding 
lights  of  our  policy. 

"We  must  take  this  huge  corporation,  the  largest  the  world 
has  ever  known  and  make  it  an  institution  of  which  every  Amer- 
ican will  be  proud.  We  have  been  told  that  something  over 
three  million  tons  of  its  ships  are  unfitted  to  sail  the  seas  and 
must  be  salvaged. 

"The  fleet  itself  built  during  the  war  at  the  highest  prices 
known  has,  so  it  is  reported,  a  liquidation  value  of  rnaybe  only 
25  per  cent. 

"Because  of  the  stagnation  in  world  shipping  which  followed 
the  signing  of  the  Armistice  a  large  part  of  the  fleet  is  today 
tied  to  the  docks,  the  operations  of  the  board  entailing  a  charge 
on  the  public  treasury  of  $20,000,000  monthly.  This  loss  has 
been  accruing  for  many  months  prior  to  March  4. 

"It  will  be  the  flrst  duty  of  the  board  to  do  those  things 
which  are  necessary  to  end  incompetence  and  make  of  the  Ship- 
ping Board  a  business  institution  guided  by  business  principles 
and  measuring  up  to  business  standards.  The  charge  on  the 
public  treasury  must  be  cut  down  and  that  with  all  possible 
expediency  so  that  this  burden  on  the  tax  payers  will  be 
alleviated.  It  may  be  necessary  in  accomplishing  this  at  flrst 
to  tie  more  ships  to  the  docks. 

"This  initial  stage  may  take  a  few  months,  but  this  shall 


be  the  tank  to  which  tin-  new  board  will  Immediately  put 

"AM  thin,  however,  IK  the  negative  Hide  of  the  situation.  The 
positive  side  In  to  build  nnd  roiiHtrurt  a  policy  of  operation  for 
the  merchant  marine  that  will  keep  the  American  flag  flying 
permanently  on  the  seven  MM. 

"To  do  thin  the  Shipping  Board  require*  not  only  the  co- 
operation of  those  directly  Interested  In  merchant  marine  but 
of  buslneM  men  throughout  the  country.  American  Industry  and 
finance  cannot  exist  on  the  scale  to  which  It  has  been  created 
unless  foreign  markets  are  opened  and  remain  open.  American 
commerce  must  compete  Huccessfully  on  the  seas  with  the  com- 
merce of  the  world. 

"The  constructive  end  of  the  Shipping  Board's  work  It  to 
Inaugurate  and  put  in  being  a  policy  that  will  accomplish  this. 
To  this  end  It  must  call  Into  co-operation  other  departments  of 
the  government,  all  those  Interested  In  merchant  marine  and 
the  manufactures  and  financiers  of  the  country.  The  President 
has  said  that  the  inspiration  of  private  Initiative  and  enterprise 
must  be  the  guiding  principles  of  the  board's  work. 

"The  task  before  the  board  is  unlike  any  that  a  govern- 
mental authority  has  ever  faced  before.  It  would  be  folly  to  promise 
the  impossible,  to  lead  the  public  to  believe  we  will  undertake 
what  cannot  be  done.  There  must  be  time  to  survey,  to  thoroughly 
learn  conditions,  to  prepare  the  way  for  construction  and  recon- 
struction. We  bespeak  the  patience  and  confidence  of  the  public  and 
of  Congress  during  this  difficult  period,  feeling  assured  that  If 
these  are  extended  in  the  measure  in  which  we  hope  to  deserve 
them,  it  will  be  possible  to  produce  results  of  which  the  nation 
will  be  proud.  In  saying  this,  I  have  fully  In  mind  tha,t  after 
all  the  success  of  our  merchant  marine  effort  will  depend  quite 
as  much — indeed,  far  more — on  the  enterprise.  Initiative  and 
determination  of  the  American  business  community,  as  on  the 
immediate  management  of  the  shipping  organization. 

"Mr.  John  Callan  O'Laughlin  will  come  to  the  Shipping 
Board  with  Mr.  Lasker  as  assistant  to  the  chairman.  Mr. 
O'Laughlin's  long  experience,  flrst  as  a  Washington  correspondent, 
then  as  acting  secretary  of  State  under  President  Roosevelt  and 
latterly  as  an  official  of  a  large  New  York  export  company, 
peculiarly  fit  him  for  the  important  work  he  has  consented  to 
undertake." 

Mr.  Lasker  is  president  of  the  Lord  &  Thomas  Advertising 
Agency  and  a  part  owner  of  the  Mitchell  Car  Company,  Quaker 
Oats,  Van  Camps,  the  Chicago  Baseball  Club,  and  is  interested 
in  several  other  companies.  He  is  credited  with  having  sug- 
gested that  Judge  Landis  be  made  arbiter  in  the  baseball  dis- 
putes. He  also  worked  with  Will  H.  Hays,  Postmaster  General, 
when  the  latter  was  directing  the  work  of  the  Republican  na- 
tional committee.  He  supported  Senator  Johnson,  of  California, 
in  the  presidential  primaries,  but  after  the  nomination  of  Presi- 
dent Harding  he  directed  the  Republican  advertising  and  pub- 
licity campaign.  He  is  a  member  of  the  American  Jewish  com- 
mittee. 

Mr.  O'Connor  is  president  of  the  International  Longshore- 
men's Association  and  is  prominent  in  labor  circles.  He  was 
mentioned  for  the  post  of  Secretary  of  Labor  in  the  Harding 
cabinet.  His  home  is  in  Buffalo,  N.  Y. 

Mr.  Chamberlain,  of  Portland,  Ore.,  served  in  the  United 
States  Senate  from  1909  to  March  3,  1921.  It  has  practically 
been  conceded  from  the  start  that  he  would  be  appointed  by  the 
President  as  one  of  the  Pacific  coast  members.  He  was  born  at 
Natchez,  Miss.,  January  1,  1854.  He  was  educated  for  the  law 
and  went  to  Oregon  in  1876.  In  1902  he  was  elected  governor  of 
Oregon  and  was  re-elected  in  1906. 

Mr.  Plummer's  home  is  in  Bath,  Me.  The  Maritime  Asso- 
ciation of  New  York  recently  adopted  a  resolution  requesting  that 
the  President  name  him  a  member  of  the  board.  He  is  a  lawyer 
and  general  counsel  for  the  Atlantic  Carriers'  Association.  He 
has  been  in  Washington  frequently  in  the  behalf  of  the  Maine 
shipbuilders. 

Mr.  Thompson  is  a  newspaper  publisher  of  Mobile.  Ala.  He 
was  one  of  the  recess  appointees  on  the  board  under  the  Wilson 
administration  and  since  March  4  has  remained  in  Washington  as 
one  of  the  trustees  of  the  Emergency  Fleet  Corporation.  He  had 
the  support  of  Senator  Underwood,  of  Alabama,  for  the  nomina- 
tion as  the  representative  on  the  board  from  the  Gulf  states. 

Mr.  Lissner  Is  an  attorney  of  Los  Angeles,  Cal.  He  had  the 
support  of  Senator  Johnson  and  of  the  entire  California  delega- 
tion. 

Admiral  Benson,  who  was  made  chairman  of  the  board  by 
President  Wilson  when  John  Barton  Payne  retired  as  chairman 
in  the  spring  of  1920,  has  been  serving  as  head  of  the  board 
since  March  4  at  the  personal  request  of  President  Harding. 

The  Senate,  June  9,  confirmed  the  members  of  the  Shipping 
Board  other  than  Senator  Chamberlain,  who  was  confirmed  on 
the  previous  day.  The  new  board  is  expected  to  take  charge 
next  week. 

The  nomination  of  former  Senator  Chamberlain  as  a  mem- 
ber of  the  Shipping  Board  was  confirmed  in  the  Senate,  June  9, 
by  unanimous  consent,  on  motion  of  Senator  Jones  of  Washing- 
tun.  The  other  nominations  were  referred  to  the  commerce  com- 
mittee. Senator  Fletcher  of  Florida  said  he  was  glad  to  Join 
in  the  request  of  Senator  Jones  and  that  the  selection  of  Mr. 
Chamberlain  was  an  admirable  one.  He  said  In  his  judgment 
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no  man  was  better  qualified  to  discharge  the  duties  of  a  Ship- 
ping Board  commissioner  than  Mr.  Chamberlain. 

In  naming  the  board,  President  Harding  designated  Mr. 
Lasker  as  the  Interior  representative;  Mr.  O'Connor  as  the  Great 
Lakes  representative;  Messrs.  Plumber  and  Benson  as  the  At- 
lantic coast  representatives;  Messrs.  Lissner  and  Chamberlain  as 
the  Pacific  coast  representatives,  and  Mr.  Thompson  as  the  Gulf 
coast  representative. 

Comment  on  the  selection  of  Mr.  Lasker  as  chairman  of  the 
board  was  made  in  the  House  by  Representatives  Byrnes  of  South 
Carolina  and  Byrns  of  Tennessee.  Mr.  Byrns  said  he  noted  the 
President  was  trying  to  get  a  $100,000  man  for  chairman  of  the 
board  and  Representative  Chindbolm  of  Illinois  said  he  would 
get  such  a  man  if  he  obtained  the  services  of  Mr.  Lasker.  The 
Tennessee  representative  said  he  had  read  that  Mr.  Lasker  had 
no  knowledge  of  ships  but  that  he  proposed  to  surround  himself 
by  shipping  men.  He  said  he  hoped  Mr.  Lasker  would  make  a 
success  as  chairman.  Mr.  Byrnes  said  he  wished  Mr.  Farrell  had 
been  appointed  chairman.  He  also  asked  why  Mr.  Piez  was  not 
appointed.  He  referred  to  the  selection  of  Mr.  Lasker  as  a  "great 
descent  from  steel  to  pork  and  beans.  It  is  a  great  descent  from 
brains  to  beans."  The  comment  was  in  reference  to  a  previous 
remark  that  Mr.  Lasker  owned  stock  in  the  Van  Camp  Packing 
Company. 

Representative  Good  paid  tribute  to  Mr.  Lasker  as  a  man 
of  high  ability,  of  integrity  and  courage.  He  said  he  might  not 
be  informed  with  regard  to  the  building  and  operation  of  ships 
but  that  "we  propose  that  the  government  get  out  of  the  business 
not  only  of  building  ships  and  running  ships  but  get  into  the 
business  of  immediately  selling  these  ships  to  private  business 
that  will  operate  them." 

Mr.  Lasker  was  credited  in  the  debate  with  having  originated 
the  "wiggle  and  wobble"  Republican  campaign  slogan  last  year. 
Mr.  Good  said  he  did  not  know  about  that,  but  that  the  former 
administration  had  done  nothing  but  wobble  as  far  as  the  Ship- 
ping Board  was  concerned. 

"They  have  wobbled  us  into  more  debts  than  we  can  pay," 
he  added,  "and  if  we  can  just  wiggle  out  the  people  will  be  satis- 
fled.  If  the  past  administration  had  had  a  little  wiggle  with  all 
of  Its  wobbles  we  would  not  have  these  enormous  deficiency 
bills." 

The  conference  report  on  the  deficiency  appropriation  bill, 
which  eliminated  $50,000,000  of  the  appropriation  for  the  Ship- 
ping Board  as  provided  by  the  Senate,  was  taken  up  in  the  House. 
The  conferees  accepted  the  House  provisions  for  the  Shipping 
Board,  which  give  the  board  $36,852,000  foe  the  completion  of 
vessels  under  contract  and  $25,000,000  for  next  year  for  comple- 
tion of  the  building  program,  but  nothing  for  operation  of  ships 
the  payment  of  claims.  The  House  plan  contemplates  the 
board  using  money  from  ship  sales  for  operation  and  the  pay- 
ment of  claims.  The  amendment  providing  that  the  Emergency 
Fleet  Corporation  sell  its  wooden  ships  by  October  1  also  was 
eliminated  by  the  conferees.  The  conference  report  was  expected 
to  be  adopted. 


SHIPPING  BOARD  APPROPRIATIONS 

The  Traffic  World  Washington  Bureau 

Passage  in  the  Senate  June  3  of  the  deficiency  appropriation 

«,'  nCaiYing   *75-°00.°°0    for    the    Shipping    Board,    as    against 

00,000,   as   carried   in   the   bill   when   it   passed   the   House 

recently,  was  preceded   by  a   lengthy  debate  on  the  affairs  of 

>  boar*  in  which  Senator  Kenyon,  of  Iowa,  attacked  salaries 

>aid  to  officials  employed  by  the  board  and  submitted  several 

'rsonal  telegrams  sent  by  employes  of  the  board  for  -which  the 

government  paid. 

The    Iowa    senator   charged    there    has    been    extravagance 

and    a  waste  of  the  people's  money  that  is  absolutely  criminal  " 

I  do  not  know  just  where  the  responsibility  rests   but  if  the 

American  people  are  to  carry  the  burden  of  the  loss  in  building 

i  merchant  marine  that  loss  must  be  made  as  small  as  DOS- 

said  he.     "It  has  been  variously  estimated  that  we  are 

e  operation  of  our  merchant  marine  from  $500000 

000  000  a  day.     The  extravagance  has  had   something  to 

QO  witn  it. 

The  senator  also  said  another  factor  entering  into  the  situa 
tion  was  that  the  American  people  do  not  seem  *  will  tag  to  Sup- 
port their  merchant  marine.  He  referred  to  the  retiring  a 
bassador  to  Great  Britain  and  the  new  ambassador  traveHng  ™n 
•Itish  ships  and  that  other  prominent  Americans  who  have 
been  preaching  support  of  the  merchant  marine  use  British 
v  they  go  to  Europe.  The  new  Shipping  Board  he 


r,  and  that  the  salaries  In  the  supply  and  sales  division 
greted  $90.000  a  year.    He  showed  that  the  heads  of  a 

get  $10-000  a  year- 


.  10,000  a  year,  while  the  comp- 

Sonator   Kenyon   said    he    thought    an    investigation    would 


show  that  "one  of  the  assistant  auditors  is  a  chauffeur  for  one 
of  the  gentlemen  drawing  one  of  these  large  salaries."  He 
referred  to  the  House  investigation  of  the  board  and  said  if  the 
senators  would  look  over  that  record  they  would  find  that  "this 
thing  has  been  reeking  with  graft,  if  the  witnesses  are  to  be 
believed;  but  there  are  many  small  things  and  many  small 
extravagances." 

"On  one  day,"  he  continued,  "I  find  nearly  two  pages  of 
printing  bills  and  vouchers,  a  list  of  vouchers  running  up,  I 
should  judge,  between  forty  and  fifty  thousand  dollars — just  one 
day  of  printing." 

A  number  of  telegrams  were  read  by  the  senator  to  show 
that  the  government  has  been  paying  for  personal  messages  of 
Shipping  Board  employes.  One  of  these  messages  read  as  fol- 
lows: "Leave  door  open.  Will  be  home  about  midnight  to-night. 
(Signed)  Ed." 

"These  gentlemen  are  interested,  some  of  them,  not  only  in 
leaving  the  door  open,  but  in  leaving  the  door  open  to  the  Fed- 
eral treasury,"  commented  Senator  Kenyon. 

Another  telegram  charged  to  the  government  read: 

"Very  sorry,  but  oversold  for  Yale  game." 

"The  government  is  apparently  paying  for  messages  to 
secure  tickets  for  football  games,"  he  added. 

Another  telegram  sent,  he  said,  to  a  young  lady  "down  in 
Virginia,"  read  as  follows:  "Can  not  get  down  until  Tuesday 
morning,  Hotel 'Fairfax,  8:30." 

"That  little  message  cost  the  government  only  25  cents," 
said  Senator  Kenyon.  "I  do  not  know  what  it  cost  otherwise." 

Senator  Pomerene  said  several  weeks  ago  he  was  furnished 
information  that  the  Shipping  Board  made  freight  rates  from 
Hamburg,  Germany,  to  the  Argentine  on  United  States  vessels 
which  were  less  than  the  rates  for  similar  cargoes  to  American 
merchants  from  New  York  to  the  same  ports  in  the  Argentina 
He  said  he  had  requested  a  report  from  the  board  on  that  point, 
but  had  not  received  it.  Senator  Poindexter  wanted  to  know 
whether  the  Shipping  Board  agent  at  Hamburg  was  a  German, 
an  Englishman  or  an  American.  He  said  some  time  ago  the 
board's  agent  at  Valencia,  Spain,  was  the  British  consul  there, 
although  there  is  an  American  consul  there. 

Senator  Edge  said  while  investigations  could  produce  sen- 
sational results  daily  as  to  what  had  happened  in  the  past,  the 
question  was  whether  it  is  practical  to  have  the  merchant 
marine  administered  by  the  government  under  existing  laws. 
He  said  he  thought  the  past  had  been  sufficiently  exposed  by  the 
House  investigation  and  that  thought  should  be  directed  to 
the  future. 

"If  I  had  anything  to  do  with  it,  I  would  wipe  the  Shipping 
Board  out  of  existence  and  appoint  some  one  director,  some  one 
man,  with  undivided  authority  under  the  law  to  liquidate  its 
affairs,"  said  Senator  Poindexter. 

Senator  Warren  commented  that  Admiral  Benson  had  said 
the  board  could  not  sell  its  ships  at  the  present  time  for  $500 
each. 

Senator  Kenyon  had  the  secretary  read  an  article  stating 
that  among  prominent  Americans  recently  sailing  for  Europe 
on  British  vessels  were  John  Barton  Payne,  former  chairman 
of  the  board,  Ambassador  Harvey  and  Kermit  Roosevelt. 

It  was  suggested  by  Senator  Fletcher  that  it  had  been 
claimed  that  the  matter  of  prohibition  "cuts  quite  a  figure  with 
some  people  traveling  across  the  ocean."  Vessels  under  the 
American  flag  are  supposed  to  be  "dry."  Senator  Kenyon,  who 
recently  made  a  trip  to  Europe,  said  he  wished  to  testify  from 
observation  that  at  least  one  American  ship  was  not  "dry"  and 
that  he  thought  none  of  them  were. 

Senator  Fletcher  expressed  the  opinion  ihat  the  Shipping 
Board  should  not  be  condemned  because  some  clerk  sent  a 
foolish  telegram  and  charged  it  to  the  government.  He  said 
no  one  could  excuse  the  extravagance  that  had  been  discussed, 
but  that  "we  ought  to  get  down  to  an  economical  basis  and  have 
those  people  go  to  work  and  limit  their  expenditures  to  legiti- 
mate purposes  and  conduct  affairs  on  strict  business  lines." 
He  did  not  think  there  could  be  wise  and  efficient  administra- 
tion of  the  board's  affairs  because  of  the  constant  changes  on 
the  board  and  the  delays  in  filling  vacancies  thereon.  He  said 
unless  a  merchant  marine  were  established  now  "we  shall  never 
in  our  lifetime  see  a  decent  American  merchant  marine."  He 
declared  he  repudiated  the  notion  that  the  government  neces- 
sarily is  unfit,  incompetent  and  incapable  of  operating  merchant 
ships.  He  said  while  he  would  much  rather  see  the  ships 
operated  by  private  owners  there  was  no  necessity  for  failure  on 
the  part  of  the  government  in  operating  ships. 

Senator  La  Follette,   referring   to   the   testimony   of  Julius 
Kruttschnitt,  chairman  of  the  Southern  Pacific,  before  the  Sen- 
e  interstate  commerce   committee   on   the   operation   of  Ship- 
ping Board  vessels  under  the  agency  agreement  in   the   coast- 
to-coast  trade,  questioned   the  wisdom   of  appropriating  money 
r  continuation   of  agreements  of  that   character.     He  said   it 
emed  to  him  that  the  agreement  opened  the  way  for  a  most 
wasteful  expenditure  of  public  money.     Senator  Jones  said  the 
lew  board  would  take  up  that  question  and  that  he  hoped  the 
practice  would  not  be  continued. 

An  amendment,  offered  by  Senator  Lenroot,  providing  that 
the  Emergency  Fleet  Cprpprstion  sell  all   its  wooden  ships  by 
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October   1,   1921,   was   adopted.     Senator   Smoot    said   the  board 
had  tried  to  sell  the  wooden  ships,  but  could  not  got  rid  of  them. 

Senator  King  of  Utah  introduced  a  resolution  calling  on  the 
hoard  Tor  a  detailed  statement  in  regard  to  Its  affairs.  He  naid 
he  de.-.hed  lull  information  concerning  the  affairs  of  the  board. 

"The  policy  of  the  board,"  said  ho,  "seems  to  have  been  one 
designed  to  discourage  the  successful  liquidation  by  the  board 
of  the  vast  property  committed  to  its  care,  to  prevuil  private 
o\\  lien-hip  or  operation,  and  to  maintain  undisturbed  the  divi 
.mil  ot  operations  which  Is  culpable  In  the  highest  degree  In  Its 
pernicious  system  of  allocations  and  its  destructive  methods." 


WOULD  ABOLISH  SHIPPING   BOARD 

Thi  Traffic  World   Washington  Bureau 

Abolition  of  the  Shipping  Hoard  as  a  means  of  effecting 
o< •unoiiiy  in  national  expenditures  was  advocated  in  the  Senate, 
. I une  ti,  by  Senator  Frelinghuysen  of  New  Jersey  in  debate  on 
the  army  appropriation  bill.  The  senator  was  replying  to  advo- 
cates of  a  reduction  in  the  army. 

"If  you  want  to  save  some  money,"  he  said,  "introduce  a 
bill  to  abolish  the  Shipping  Board,  and  let  the  United  States 

rnment  go  out  of  the  shipping  business.  Today  we  have 
Hi.110,000  tons  of  ocean-going  tonnage,  class  A  tonnage,  taking 
out  your  lake  transportation  and  your  coastwise  vessels,  and 
today  you  can  buy  ocean-going  tonnage  for  $80  a  ton.  That  Is 
$800,000,0.00." 

Senator  Jones  of  Washington,  chairman  of  the  commerce 
committee,  referred  to  the  merchant  marine  act  providing  1'or 
piivate  ownership  of  vessels,  but  said  that,  so  far  as  the  abolish- 
ment, of  the  Shipping  Board  was  concerned.  Senator  Freling- 
huysen could  not  do  "a  worse  thing  for  shipping  or  the  govern- 
ment of  the  United  States  than  to  abolish  it." 

Declaring  he  did  not  agree  with  Senator  Jones,  Senator 
Frelinghuysen  said  the  board  should  be  kept  in  existence  only 
long  enough  to  liquidate  the  property  the  government  owns. 

'To  maintain  a  proposition  of  $800,000,000  worth  of  ships 
at  a  cost  of  $400,000,000  overhead,  to  my  mind,  as  a  business 
man,  is  a  rather  disastrous  proposition  for  the  taxpayer  and 
the  government,  and  that  is  the  condition  that  'exists  today," 
said  Senator  Frelinghuysen.  "There  is  where  money  can  be 
saved." 

Senator  Jones  pointed  out  that  the  Shipping  Board  would 
be  needed  after  the  government  had  disposed  of  its  ships  to 
determine  administrative  policies  to  be  followed  in  developing 
American  shipping. 

"A  great  many  people,"  said  he,  "  who  advocate  the  aboli- 
tion of  the  Shipping  Board  seem  to  think  that  it  is  simply  an 
agency  to  deal  with  government-owned  ships.  The  Shipping 
Board,  in  its  essential  principle,  was  a  governmental  agency 
long  before  we  had  this  shipping.  The  shipping  that  we  have 
is  an  incident  of  the  war.  It  came  to  us  undesired,  because 
it.  was  absolutely  necessary.  I  want  to  see  this  liquidation 
carried  on  as  rapidly  as  possible,  but  I  do  not  think  we  can 
give  our  ships  away." 

Senator  Frelinghuysen  said  he  hoped  the  new  shipping 
Board  when  appointed  would  "liquidate,"  and  that  he  thought 
then  the  marine  policy  of  the  country  should  be  handled  by  one 
of  the  government  departments  and  not  by  a  separate  board. 

"I  think  we  could  not  do  a  worse  thing  for  the  American 
merchant  marine  than  to  put  this  great  policy  and  this  great 
enterprise  under  some  bureaucratic  department,"  said  Senator 
Jones. 

Senator  Reed  remarked  that  he  had  received  a  letter  from 
a  man  who  had  written  to  the  Shipping  Board  for  a  position  to 
represent  the  United  States  in  some  foreign  port  and  that  the 
reply  he  got  was  that  "our  business  in  foreign  ports  was  now 
being  attended  to  by  British  subjects  in  these  respective  ports." 

"It  occurs  to  me  that  we  might  save  some  money  by  abolish- 
ing the  American  Shipping  Board  altogether  and  turning  it  over 
to  the  British  Board  of  Trade,"  said  he. 

"There  is  too  much  of  what  the  senator  just  now  men- 
tioned," replied  Senator  Jones.  "We  cannot  build  up  American 
shipping  in  that  way.  We  are  simply  playing  Into  the  hands 
of  our  competitors  when  we  do  It." 

Senator  Kenyon  discussed  "this  British  influence  in  the 
Shipping  Board,"  saying: 

"I  happen  to  have  here  in  my  hand  a  report  which  wai 
made  to  the  Shipping  Board  by  a  gentleman  whom  they  sent 
abroad  to  look  into  the  situation  there.     I  had  intended  at  some 
future   time,    perhaps,    to   use   this   report.     It   has   never   been 
made  public,  as  I  understand  it,  but  It  shows  what  Britain  h 
been  doing,  and  I  am  not  blaming  Britain;  it  simply  shows  how 
much  smarter  they  are  than  we  are.    The  gentleman  who  made 
the  report  was  not  retained  any  further  in  the  service. 

"That  gentleman  who  was  connected  with  the  Shipping 
Board  also  made  another  investigation,  and  I  have  another 
report  from  the  files  of  the  Shipping  Boarti  showing  the  list  of 
officials  across  the  sea,  the  salaries,  and  whether  they  are 
British  subjects  or  American  citizens.  I  think  it  is  a  safe  state- 
ment, I  hazard  the  statement,  that  of  the  300  employes  across 
the  sea,  75  per  cent  are  British  subjects,  and  some  of  the  most 


important    position*  lire   tilled    by   HrltlMi  xubj>  .   lor   In 

Hlaneo,  ;is  thin  of  mai  '  Mti-ndeni,  Captain   Illiikc.  who  In 

getting  a  Hillary  of  $6,<»'  i  KilllHh  itubject,  and  hi*  entire 

department  is  compose,!  ,,|  IIiHixli  subjects.  Of  ei.urnc,  nom«  Of 
the  stenographer*  and  oilier  office  force  have  to  be  Hrltlnh  Bub- 
jcctx,  but  to  try  to  build  up  an  American  merchant  marine 
against  th.  liiiiish  marine  with  the  repie*entatlvp«  of  the 
American  marine  In  nearly  all  the  poitx  Hritlnh  subject*,  and 
with  about  75  per  cent  of  their  force  British  nubjecta.  Hhowa 
a  situation  which  needx  remedying. 

"I  understand,  too,  that  up  to  a  lew  month*  ago,  when  an 
American  ship  sailed  to  any  port  with  a  cargo,  and  had  to 
on  coal  at  any  port,  such  as  Barbadoex,  a  manifest  of  the  com 
plete  cargo  had  to  be  filed  with  the  British  consul  at  New  York 
or  other  port  of  sailing   before   there   wan  any   chance  of  the 
vessel  getting  coal,  and   evi  n  ships  which  went  to  Russia  had 
to  do  that,  because  In  the  North  Sea  they  might  have  to  stop  at 
some  British  port  and  get  coal.    So  we  find  that  the  British  had 
a  complete  record  of  all   the  cargoes  and   the  consignee*  and 
the  consignors  and  of  everything  we  are  doing. 

"We  cannot  hope  to  build  up  a  merchant  marine  under  those 
circumstances,  and  I  hope  that  Is  one  thing  the  new  board  will 
change.  I  want  to  suggest  to  the  senator  from  Washington, 
to  think  about  It  a  little,  that  some  provision  be  made  for  one 
of  the  members  of  the  Shipping  Board  to  be  abroad,  let  us  say, 
for  a  couple  of  years,  and  then  come  back  and  let  another 
member  go." 

Senator  Jones  said  he  understood  the  situation  referred  to 
had  been  corrected  to  some  extent  in  the  last  few  months,  but 
that  it  was  still  very  bad. 

If  conditions  such  as  Senator  Kenyon  complained  of  In  his 
speech  in  the  Senate  June  3  exist  in  the  Shipping  Board  organ- 
ization, they  will  be  corrected,  according  to  Admiral  Benson, 
chair  nan  of  the  board.  The  chairman  said  he  had  ordered  the 
speech  carefully  read  and  that  he  was  glad  to  have  the  Informa- 
tion. No  doubt,  he  said,  in  an  organization  as  large  as  that 
of  the  Shipping  Board  there  were  many  things  going  on  that 
should  not  be.  but  that  as  quickly  as  he  found  out  about  them 
they  would  be  stopped.  As  an  indication  of  what  the  board  Is 
doing,  Admiral  Benson  said  he  had  just  issued  an  order  requir- 
ing his  approval  of  trips  taken  by  officials  and  employes  and 
that  travel  should  be  reduced  to  a  minimum  and  resorted  to 
only  where  absolutely  necessary. 


AMENDMENTS  TO  SEAMEN'S  ACT 

The  Traffic  World  Washington  Bureau 

Representative  Scott  of  Michigan,  on  behalf  of  the  House 
committee  on  the  merchant  marine  and  fisheries,  June  6,  sub- 
mitted a  favorable  report  on  the  bill  (H.  R.  6754)  designed  to 
give  relief  to  shipping  on  the  Great  Lakes  by  modification  of 
provisions  of  the  La  Follette  seamen's  act.  The  bill  as  reported 
amends  sections  2,  13  and  14  of  the  act. 

"Transportation  on  the  Great  Lakes  has  reached  a  point 
where  the  situation  is  critical,"  said  the  committee  in  its  report. 
"During  the  past  five  years  there  has  been  a  constant  decrease 
of  ship  operation,  particularly  in  the  class  of  passenger  packet 
steamers.  Lines  which  had  operated  for  half  a  century  have 
removed  their  ships  from  such  routes  and  these  have  been,  and 
are  now,  out  of  commission  and  tied  at  the  docks.  In  conse- 
quence of  this  condition  at  least  a  million  people  in  the  vicinity 
of  the  Great  Lakes  are  deprived  of  shipping  and  traveling  fa- 
cilities heretofore  enjoyed.  Owners,  operators  and  the  public 
insist  that  the  operation  of  the  seamen's  act  of  1915,  with  Its 
requirements  and  limitations,  has  at  least  contributed  to  making 
the  operation  of  such  ships  prohibitive. 

"Your  committee  feel  that  some  legislative  relief  Is  essen- 
tial. After  extended  public  hearings,  H.  R.  6754  was  drafted 
and  is  now  offered  to  meet  the  situation.  Your  committee  feel 
that  the  present  requirement  of  three  crews  on  all  ships  on 
the  Great  Lakes,  regardless  of  the  length  of  run  or  hours  in 
operation,  is  unnecessary  for  the  proper  management  of  the 
ship  or  adequate  safety  of  the  passengers  and  crew,  and  there- 
fore offer  the  amendment  to  section  2  of  the  seamen's  act. 

"The  amendment  to  section  13  of  the  seamen's  act,  reducing 
the  percentage  of  able  seamen  In  the  deck  crew  from  65  per 
cent  to  50  per  cent,  appears  imperative.  When  the  seamen's 
law  became  operative,  In  1915,  we  had  approximately  four  mil- 
lion tons  of  shipping  under  the  American  flag  on  the  ocean  and 
the  Great  Lakes.  Today  we  have  more  than  twelve  million  tons 
of  shipping  under  the  American  flag  In  the  same  waters.  In 
1915  the  law  required  that  40  per  cent  of  the  deck  crew  should 
be  of  a  rating  not  less  than  able  seamen  and  such  percentage 
increased  each  year  until  now  65  per  cent  of  the  deck  crew  must 
be  of  a  rating  not  less  than  able  seamen.  In  1915  It  was  difficult 
on  the  Great  Lakes  to  obtain  the  complement  of  able  seamen 
required  and  today  it  la  virtually  Impossible. 

"The  United  States  Commissioner  of  Navigation  of  the  De- 
partment of  Commerce,  commenting  on  this  feature  of  the  bill, 
in  a  letter  to  tbe  committee  says: 

The  requirement  that  65  per  cent  of  the  deck  crew  must  be  able 
seamen  la  a  handicap  on  American  commerce  borne  by  the  commerce 
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tribute*  practically  nothing  to  the  safety  of  life. 

••The  amendment  to  section  14  of  the  seamen's  law  extends 
the  provisions  of  section  14  over  the  period  from  May  1  to  Octo 
her  15  instead  of  from  May  15  to  September  If,  as  now  pro- 
vided. This  extension  of  the  season  was  adopted  by  the  House 
at  the  last  session  of  Congress  without  opposition.  The  dimatic 
conditions  on  the  Great  Lakes  are  approximately  the  same  .dur- 
ing this  period.  Therefore  your  committee  feel  that  the  season 
should  be  extended  accordingly. 

••The  other  amendment  to  section  14,  allowing  the  use 
certificated  lifeboat  men  in  lieu  of  able  seamen  in  the  manning 
of  life  rafts,  is  both  necessary  and  desirable. 

The  bill  as  reported  for  passage  follows: 

]:,.  it  enacted  by  the  Senate  and  House  of  ReP^entatives  o  f  *  hj 


amended  as  fellows: 

That  section  2  of  said  Act  be  amended  by  adding  t!  he  fo  'lowing: 
"Provided.  That  on  the  Great  Lakes  and  their  connecting  waters, 
where  such  a  vessel  Is  operated  less  than  six  hours  out  of  twenty- 
Tour  hours,  the  provisions  of  this  section  shall  not  apply;  and  where 
such  a  vessel  is  operated  not  less  than  six  hours  nor  more  than  twelve 
h.urs  out  of  twenty-four  hours,  the  oilers,  water  tenders  and  firemen 
shall  be  divided  Into  at  least  two  watches,  which  shall  be  kept  on 
elutv  successively  for  the  performance  of  ordinary  work  incident  to 
the  sailing  and  management  of  the  vessel:  Provided  further.  That 
whore  such  vessel  Is  operated  more  than  twelve  and  less  than  six- 
tirii  hours  out  of  twenty-four  hours,  the  oilers  and  water  tenders 
shall  he  divided  into  at  least  two  watches  and  the  firemen  Into  at 
least  three  watches,  which  shall  be  kept  on  duty  successively  for  the 
performance  of  ordinary  work  incident  to  the  sailing  and  management 
of  such  vessel-  And  provided  further.  That  the  oilers  and  water  tend- 
ers shall  not  be  required  to  be  on  duty  more  than  twelve  hours  out  of 
iwi  nty-four  hours,  and  the  firemen  shall  not  be  required  to  be  on  duty 
in  the  ftreroom  more  than  eight  hours  out  of  twenty-four  hours. 

That  section  13  of  said  Act  be  amended  by  adding  the  following: 
"Provided  further.  That  on  the  Great  Lakes  and  their  connecting 
wnters  50  per  centum  of  the  deck  crew  of  such  vessel,  exclusive  of 
licensed  officers  and  apprentices,  shall  be  of  a  rating  not  less  than 
aMe  seamen." 

That  the  paragraph  under  section  14  of  said  Act  with  reference 
to  lifeboat  and  raft  requirements  for  passenger  vessels  operating  on 
the  Great  Lakes  be  amended  to  read  as  follows: 

"At  no  moment  of  its  voyage  may  any  passenger  steam  vessel  of 
the  United  States  on  the  Great  Lakes,  on  routes  more  than  three 
miles  offshore,  except  over  waters  whose  depth  is  not  sufficient  to 
submerge  all  the  decks  of  the  vessel,  have  on  board  a  total  number 
of  persons,  including  passengers  and  crew,  greater  than  that  for 
whom  accommodation  is  provided  in  the  lifeboats  and  pontoon  life 
rafts  on  board.  "ITie  accommodation  provided  in  lifeboats  shall  in 
fvi  ry  case  be  sufficient  to  accommodate  at  least  75  per  centum  of 
the  persons  on  board.  The  number  and  types  of  such  lifeboats  and 
life  rafts  shall  be  determined  by  regulations  of  the  Board  of  Super- 
vising Inspectors,  approved  by  the  Secretary  of  Commerce:  Provided, 
That  during  the  interval  from  May  1  to  October  15,  inclusive,  any 
such  steamer  shall  be  required  to  carry  accommodation  for  not  less 
than  50  per  centum  of  persons  on  board  in  lifeboats  and  pontoon  life 
rafts,  of  which  accommodation  not  less  than  two-fifth  shall  be  in  life- 
boats and  three-fifths  may  be  In  collapsible  boats  or  rafts,  under 
regulations  of  the  Board  of  Supervising  Inspectors,  approved  by  the 
Secretary  of  Commerce:  Provided  further.  That  all  passenger  steam 
vessels  of  the  United  States,  the  keels  of  which  are  laid  after  the 
1st  of  July.  1915,  for  service  on  ocean  routes,  or  for  service  from 
October  15  to  May  1  on  the  Great  Lakes  on  routes  more  than  three 
miles  offshore,  shall  be  built  to  carry,  and  shall  carry  enough  lifeboats 
and  life  rafts  to  accommodate  all  persons  on  board,  including  passen- 
gers and  crew:  And  provided  further,  That  not  more  than  25  per 
centum  of  such  equipment  may  be  in  pontoon  life  rafts  or  collapsible 
lifeboats." 

That  the  paragraph  of  section  14  of  said  Act  under  the  caption 
"Manning  of  boats,"  be  amended  by  adding  thereto  the  following: 
"Provided.  That  on  the  Great  Lakes  and  their  connecting  waters  cer- 
tificated lifeboat  men  may  be  used  in  lieu  of  able  seamen  in  the 
manning  of  life  rafts." 

BIDS  FOR  VESSELS  REJECTED 

The  Traffic   World   Washington  Bureau 

Bids  from  the  Luckenbach  Steamship  Company  and  Carter 
&  Carter  of  New  York  on  the  South  Bend,  the  Marica  and  the 
Edellyn,  three  vessels  of  approximately  12,000  deadweight  tons 
each,  offered  for  sale  by  the  Shipping  Board,  have  been  rejected 
by  the  board.  The  Luckenbach  Company  submitted  three  bids. 
One  was  for  $730,120  for  the  three  ships,  or  about  $20  a  ton,  pay- 
able cash.  Another  bid  provided  for  payment  of  $912,650  over 
a  period  of  ten  years.  The  remaining  bid  provided  for  payment 
of  $1,131,000  conditioned  on  the  board  agreeing  to  make  neces- 
sary repairs.  The  Carter  &  Carter  bid  was  at  the  rate  of  $10  a 
ton. 

Admiral   Benson  said   the  cost  of  reproducing  the   vessels 

would  be  about  $110  a  deadweight  ton  at  present  costs  and  that 

the  board  should  get  at  least  $47  a  ton,  thus  making  allowance 

for  depreciation  and  cost  of  reconditioning  the  boats.     If  the 

board  can  not  sell  the  ships  at  what  it  regards  an  adequate  price 

:onsideration  may  be  given  to  fitting  them  with  electric  drives 

r  modified    Diesel  engines.     Admiral   Benson   said   the   vessels 

•ere  particularly  adapted  for  the  use  of  those  devices  and  that  he 

>uld  like  to  see  them  remodeled  along  those  lines.    The  vessels 

>een  used  by  the  Army  and  require  considerable  repairing 


FREIGHTS  AND  CHARTERS 

(Issued  by  the  U.    S.   Shipping  Board) 
June  2 

There  are  some  active  inquiries  in  the  freight  market,  but 
in  the  majority  of  cases  shippers  seem  more  desirous  to  obtain 
lower  rates  than  to  contract  for  immediate  cargo  space. 

It  is  understood,  however,  that  there  are  a  good  many  orders 
in  the  hands  of  American  coal  sellers  for  continental  discharge. 

Foreign  vessels  continue  to  carry  the  bulk  of  the  coal  car- 
goes, charterers  still  being  reluctant  to  take  on  American  ton- 
nage, although  on  the  whole,  American  vessels  sailed  without 
difficulty. 

The  European-River  Plate  market  continues  steady,  and  the 
record  rate  for  recent  fixtures  of  58s  8d  was  paid  for  June  posi- 
tions, with  inquiries  beyond  that  date.  Time  charter  fixtures 
for  trans-Atlantic  trading  continued  at  about  6s  6d.  Most  of 
these  vessels  were  to  be  used  in  the  coal  trade. 

Ship  arrivals  during  April  at  Baltimore  were  178,  an  in- 
crease of  21  over  March.  United  States  vessels  led  with  109, 
six  more  than  the  previous  month.  One  bark  and  seven  schoon- 
ers were  included  in  the  list. 

Charters 

Str.  Ban  (Fr.),  665  tons,  Philadelphia  to  France,  coal,  private 
terms. 

Str.  Oregon  (Dan.),  2900  tons,  Philadelphia  to  Rio  Janeiro,  coal, 
private  terms. 

Str.  Panola,  Philadelphia  to  Scandinavia,  grain  and  general  cargo, 
private  terms. 

Str.  Sawoka,  4108  tons,  Virginia  to  Gibraltar,  for  orders,  coal, 
private  terms. 

Str.  Skagern  (Swed.),  3605  tons,  Atlantic  range  to  West  Italy,  coal, 
$6,  option  Adriatic  $6.50. 

Steamer,  4500  tons,  10  per  cent,  San  Lorenzo  to  United  Kingdom 
or  Continent,  55s;  June. 

Steamer,  5SOO  tons,  north  Pacific  ports  to  United  Kingdom  or  Con- 
tinent, grain.  57s  9d;  June. 

Str.  West  Segovia,  8001  tons,  10  per  cent,  northern  range  to  United 
Kingdom,  $6;  prompt. 

Str.  Opollo,  6000  tons,  10  per  cent,  San  Lorenzo  to  United  Kingdom 
or  Continent  (Gibraltar-Hamburg  range),  50s:  June  30,  canceling. 

Str.  Farsum,  3400  tons,  10  per  cent,  Santa  Fe  to  United  Kingdom 
or  Continent,  57s  6d;  June  5-25. 

Str.  Vega.  '4300  tons,  10  per  cent.  San  Lorenzo  to  United  Kingdom 
or  Continent,  56s  3d;  May  30,  canceling. 

Str.  Patrick  Henry,  Baltimore  to  Hamburg  or  Bremen,  47,000 
quarters  grain,  private  terms;  prompt. 

Str.  Nilemede  (Br.).  2697  tons,  and  Oneka  (Br.),  Atlantic  range  to 
United  Kingdom,  coal.  $6,  and  discharge. 

Str.  Fairmont,  3369  tons,  Atlantic  range  to  United  Kingdom,  coal, 
private  terms;  prompt. 

Str.  Masuda,  3605  tons,  Atlantic  range  to  United  Kingdom,  coal, 
$0.75.  free  discharge:  option  of  French  Atlantic  port,  same  rate. 

Str.  Pengreep  (Br.),  3007  tons,  and  Greladen  (Br.),  2578  tons, 
Atlantic  range  to  River  Plate,  coal,  private  terms. 

Sch.  Sir  Thomas  Lipton,  1188  tons,  Norfolk  to  Bermuda,  coal,  pri- 
vate terms. 

June  3 

Exports  and  imports  remain  at  a  very  low  ebb,  and  the 
charter  market  is  principally  confined  to  coal  and  grain  car- 
riers, the  terms  for  which,  in  the  majority  of  instances,  the  con- 
tracting parties  prefer  to  withhold.  This  is  especially  true  where 
fixtures  are  made  on  this  side. 

Spot  tonnage  is  wanted  for  coal  exports,  and  this  is  greatly 
restricted,  owing  to  labor  troubles  along  the  American  Atlantic 
coast.  Charters  have  been  effected  on  the  other  side  on  the 
basis  of  30s  to  32s  6d  on  Welsh  basis,  at  the  same  time  fixtures 
are  reported  jn  this  market  at  $5.50  to  $5.75,  free  discharge,  on 
July  form. 

A  number  of  countries  which  have  been  out  of  the  market 
for  several  weeks  are  again  showing  Interest  in  American  coal, 
including  Rotterdam,  which  is  offering  $5  for  early  June  steam- 
ers. 

South  American  rates  are  extremely  weak  owing  to  the  ex- 
cessive offering  of  tonnage  in  the  last  few  weeks  for  this  direc- 
tion. Orders  of  any  kind  to  the  east  coast  of  South  America 
are  practically  non-existent. 

The  demand  in  the  grain  market  is  somewhat  keener  from 
Montreal  than  from  other  ports. 

Cargoes  of  case  oil  are  scarce,  and  very  little  is  offering 
from  the  northern  ports.  From  Port  Arthur  a  steamer  of  about 
160,000  cases  could  be  placed  to  South  African  ports  at  about 
35  cents  per  case  for  one  port,  1  cent  extra  for  each  additional 
port  and  2  cents  extra  for  the  outports  like  Mauritius,  etc.,  for 
first  half  of  July  loading. 

Charterers  are  also  looking  for  a  steamer  from  the  Gulf  to 
China  or  Japan,  for  last  half  of  July,  at  about  30  cents  per  case 
for  about  200,000  cases,  with  a  possibility  of  a  slight  increase 
in  rate. 

Charters 

Str.  Knowley  Hall  (Br.),  2705  tons,  Philadelphia  to  Levant,  general 
cargo,  private  terms. 

Str  Maplemore  (Br.),  3668  tons,  Philadelphia  to  United  Kingdom 
or  Continent,  coal,  private  terms. 

Str  City  of  New  York  (Br.),  5031  tons,  Calcutta  to  Philadelphia 
general  cargo,  private  terms. 

Str.  Santa  Elena  (Fr.),  Montreal  to  United  Kingdom,  37.000  quar- 
ters grain  two  trips,  6s  3d  and  6s  6d  if  two  ports,  option  of  Continent, 
n™*l?er  l°2-Ibs-  C?"a?'an  currency,  option  of  Atlantic  range  to  the 
Continent  2oc  per  100  Ibs.,  U.  S.  currency;  June- July-August 
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Sir     '  •  ili.-ni    (llr).    11027    Inns,    Phlla.l,  Iphlii    In    II. m 

I'lll'g.   gr;itn,    '.'-'.»•    [ui'   100   HIM;   .lun.1. 

Sir.    Western   <Jur,  n.    •Illio   inns.    I^.xvir    Klyer   Plata    In    NV\v    v,,i|,. 

*V    cpli. ui   iif   iipin.-r  loading,   $111:   .Inn. --.Inly. 

Sir*.  T.-lilku  Maru  (Jap.),  ami  /.alflrkia  (Cr.).  Atlantic  range  to 
I'llilnl  Kiiui.l.'in.  coal,  Si;,  li.  o  ill  ..-liarge;  .liini'. 

.NlapleMiniv    i  r.r .).    L'Ciix   tnns.    Kails  Clly    (Hr.),   2»71  tons,  and 
Neman  1'iin..-  (Hi-.),  Atlantic  range  to  Tnli<-.l  Kingdom,  coal,  30s.  i 

Sir.    1/uceric    (Hr.).    4161    tons,    I  lallimm  .•    to   Genoa,    coal,    private 

.   prompt. 

June  4 

In  I  he  fact  of  the  marine  workers'  strike,  steamship  linos 
are  imiving  their  ships  with  remarkable  regularity,  although  it 
is  fortunate  that  the  strike  came  when  there  is  comparatively 
little  ocean  freight  moving,  otherwise  commerce  would  be  a 

1 1  IT  sufferer. 

At  New  York,  clearances  of  about  the  usual  number  are 
bcitiR  issued,  and  vessels  are  moving  out  of  port  in  fair  numbers 
i  arli  day.  Conditions  at.  other  ports  along  the  Atlantic  Coast 
and  South  America  are  reported  about  the  same  as  those  at  New 
York. 

Charters  in  the  coal  trade  are  fair,  and  grain  carriers  are 
numerous  enough  to  fill  the  demand. 

Fortunately  for  American  tonnage,  the  western  millers  are 
diverting  their  flour  exports  to  these  ships.  This  business  has 
been  going  to  ships  of  foreign  register  until  very  lately. 

It  is  reported  that  the  French  Line  is  willing  to  abide  by 
the  rates  established  by  the  Gulf  Shipping  Conference,  except 
that  it  desires  freedom  of  action  in  making  rates  on  cotton, 
cottonseed  meal  and  cake,  forest  products,  sulphur,  grain  and 
phosphate,  from  the  Gulf  to  any  port  to  which  the  line  operates. 

It  is  understood  that  the  Gulf  operators  are  unwilling  (o 
agree  to  all  these  propositions,  as  the  commodities  named  con- 
stitute the  bulk  of  exports  from  Gulf  ports  to  the  ports  affected 
by  the  agrei  ment,  but  would  be  willing  that  grain,  sulphur  an-l 
phosphate  should  be  dealt  with  by  each  operator  as  he  sees  fit, 
retaining  the  other  named  commodities  as  cargo  for  which  the 
conference  would  fix  inviolable  rates. 

Westbound  freight  rates  by  "steamer  from  the  Atlantic  coast 
to  the  Pacific  have  been  reduced  about  10  per  cent  on  thirty  com- 
modities, such  as  earthenware,  bathtubs,  iron  wire,  etc. 

Charters 

Str.  Canadian  Mariner  (Hr.).  Montreal  to  Hamburg,  30,000  quarters 
of  grain  3llc  per  bushel.  Canadian  currency:  prompt. 

Str  County  of  Cardigan  (Br.),  1750  tons.  Atlantic  range  to  United 
Kingdom,  coal.  $6  and  discharge:  prompt. 

Str  Oambronne  (Fr.),  1905  tons,  Atlantic  range  to  Nantes,  coal, 
s:,  :,ii:  July. 

Str.  Lestria  (Swed.),  1510  tons,  Baltimore  to  Copenhagen,  coal, 
private  terms:  prompt. 

Str  Manchester  Civilian  (Br.),  2927  tons.  Sydney.  Cap«  Breton,  to 
Tinted  Kingdom,  coal,  private  terms;  prompt;  corrected. 

June  6 

The  outlook  in  the  freight  market  1s  somewhat  brighter 
than  it  has  been  'for  several  months.  Not  only  are  inquiries 
coming  in  from  all  directions,  but  daily  bookings  for  cargo  space 
are  growing  numerically  larger.  This  is  the  case  particularly 
with  respect  to  Mediterranean  trade. 

Greece  continues  to  want  grain  and  other  American  com- 
modities, while  west  Italy  shows  eagerness  for  additional  quan- 
tities of  coal,  and  Scandinavian  interests  are  greater. 

Representatives  of  Russian  interests  are  in  the  market 
seeking  to  contract  for  steamer  space  for  from  40,000  to  60,000 
tons  of  American  machinery,  steel,  and  a  large  quantity  of  mer- 
chandise. It  is  reported  that  payment  for  these  goods  was  to 
be  offered  in  German  products. 

In  spite  of  reports  that  foreigners  are  contracting  for  Amer- 
ican coal,  .the  local  charter  market  is  quiet,  and  rates  are  dis- 
posed to  weakness. 

There  is  a  fair  demand  for  time  charters  on  prompt  single- 
deck  steamers  at  about  6s  per  ton,  deliveries  here  or  abroad,  for 
either  round  trips  or  periods  up  to  one  year,  but  the  rates  asked 
are  a  trifle  over  this  rate. 

Charters 

Str.  Ameland  (Du.).  5201  tons,  10  per  cent.  San  Lorenzo  to  the 
Tinted  Kingdom  or  Continent.  55s:  June,  canceling. 

Sir-.  Port  field.  7200  tons.  10  per  cent,  Bahla  Blanca  to  United  King- 
dom or  Continent.  50s;  June  10-20. 

Sir.    IVnLHilly   (Hr.).   Baltimore  to  Hamburg.  20.000  quarters  grain. 

Str.  Ionia  (Gr.),  2951  tons,  Atlantic  range  to  United  Kingdom,  coal, 

StrsmlRamdwiJk  (Du.).  1507  tons,  and  Quillwork.  4445  tons,  At- 
b'Mtir  range  to  Tnited  Kingdom,  coal.  $5.75  and  discharge. 

Str.  Dondo  (Port.),  2574  tons,  Sycln.  y.  Cape  Breton,  to  Lisbon, 
coal.  $5.50:  prompt. 

Str.  Nora  Hugo  Stlnnes  No.  2  (Fr.).  3190  tons,  Atlantic  range  to 
Brazil  or  Tiiver  Plate,  coal.  $5:  prompt. 

Ship  Lancing   (Nor.),    2546   tons,    Matane   to  Glasgow,    spoolwood. 

Str.  St.  Andrews.  5200  tons,  10  per  cent.  San  Lorenzo  to  Tnit.  .1 
Kingdom  or  Continent,  15s:  July  15  to  August  15. 

Str  Eleni  Stathntos.  4500  tons.  Snn  Lorenzo  or  Bahla  Blnnca  to 
Tnited  Kingdom  or  Continent.  55s,  with  options:  June  20.  canceling. 

Str.  /.i'1'oiiia.  I TiOO  t"ns.  10  per  cml.  Kosario  to  Tnited  Kingdom  or 
Cunt  iiu-nt.  ."is,  with  full  options:  June  20,  canceling. 

June  7 

Rates  on  several  commodities,  especially  on  grain  and  flour, 
to  the  United  Kingdom  have  been  reduced  by  the  United  King- 


dom Conference.  Grain  from  Atlanllc  port*  In  Hie  I  nii.d  King- 
diuii  was  c  ut  from  7s  to  r,H,  and  Hour  from  34r  in  L'lii-  In  rase 
of  grain,  rates  have  remained  practically  nt  n  standstill  for  s«v- 
eral  months,  and  the  reduction  will  doubtlfHS  affect  rates  from 
Canadian  and  Oulf  portH.  It  ID  thought  that  provision*  and  cot- 
ton rates  will  be  reduced  shortly. 

The  demand  for  steamers  la  alight,  although  several  Balling 
vessels  have  been  fixed  for  lumber. 

NorthwfHt  grain  In  absorbing  tonnage,  and  It  In  reported  that 
a  Japanese  steamer  has  been  chartered  for  grain  from  Portland 
Ore.,  to  the  United  Kingdom  at  58  shilling*. 

There  IB  a  fairly  good  movement  of  export  grain  from  Oulf 
ports. 

It  IB  reported  that  a  fleet  of  Japanese  vessels  are  to  carry 
a  total  of  6.300,000  feet  of  lumber  and  railway  ties  consigned  to 
China  and  India  from  I'uget  Sound. 

Charters 

^.Ktr^Natal    (Dan.),   2675  tons,    Portland.   Ore.,    t,,   Tnii.-il    Kingdom. 

*''••''•••'."'•  >    ->"  tons.   Portland  to  Tniled  Kingdom,  grain. 

GOa,  or  Mediterranean  M*  r,,i:  .inly. 

,S|1'-  T"""i"' •''••' r,  5000  tons.  North,  in  Stales  to  Rio  or  Plate,  14.76; 

s'r.  '  Mandacas.  4500  ton*,  northern  range  to  Gibraltar  28s 

'.>' I ;  prompt. 

Str.  Bradavon,  7000  tons,  northern  range  to  Gibraltar  S5  90- 
prompt. 

Str.  Skagern,  3605  tons.  n.  r.,  northern  range  to  Venice  If,  50- 
prompt. 

T-  St^'  ,T,ollnrd'  4621  ton(I'  Atlantic  rnnge  t,,  Tnit,..l  Kingdom  or 
French  Atlantic  port,  coal.  $5.75.  free  discharge 

Str.  Hellken  (Nor.),  13X5  tons,  Atlantic  range  to  Douro  Lisbon 
coal,  {6.50;  prompt. 

A,,  :".'/,:  l?R.:h.umbea;hl,T2n25542  tO"S'  M°b"e  ^  St"  A"d™'*  ***  l° 

Sehr.  Sehome,  620  tons,  a  gulf  port  to  Porto  Klco.  lumber   112 
I     t    t  rm  Drake.   780   tons.   Mobile   to   New   York,   lumber. 

I.er  S$ior2->ESl'ler  Melburne-  653  tons-  n  8ulf  P°rt  to  Providence,  lum- 

June  8 

The  freight  market  continues  moderately  active,  and  while 
charterers  are  receiving  many  inquiries  for  coal,  firm  orders  of 
business  are  not  as  plentiful  as  the  number  of  requests  for  quota- 
tions might  indicate  should  be  the  case. 

The  United  Kingdom  orders  have  been  very  spasmodic,  ap- 
parently indicating  that  the  English  situation  is  still  uncertain. 

Prompt  steamers  are  most  in  demand.  Vessels  for  early- 
June  loading  continue  somewhat  scarce,  and  owners  are  not 
anxious  to  fix  further  steamers  until  the  trend  of  the  market  has 
been  ascertained. 

Rates  in  general  are  steady,  as  about  the  levels  previously 
reported,  and  it  is  the  general  belief  on  the  part  of  the  owners 
that  this  will  continue  for  at  least  one  or  two  more  months. 

Orders  continue  to  come  from  Denmark,  but  other  Scandi- 
navian and  Baltic  ports  are  quiet.  Germany  and  Holland  show 
very  little  demand.  The  South  American  market  continues  ex- 
tremely dull.  A  large  number  of  vessels  continue  to  offer,  but 
firm  orders  are  very  scarce.  The  Plate  has  been  done  at  less 
than  $4.25,  this  being  undoubtedly  due  to  the  attractive  rates 
offering  in  the  return  grain  trade.  A  slight  stiffening  In  time 
charter  rates  for  the  West  Indies  market  might  indicate  that 
better  business  may  be  available  in  the  near  future. 

A  few  vessels  have  been  placed  in  the  time  charter  market 
for  transatlantic  trading,  but  this  market  is  not  active  as  a  whole. 

Charters 

Strs.  Strathfllan  (Br.).  30.000  quarters  grain,  nnd  Fishpool  (Br.). 
Montreal  to  Tnited  Kingdom,  20.000  quarters  grain.  I'm  llHd:  prompt. 

Str.  Kyfuko  Mnrn  (.lap.).  4259  tons,  north  Pacific  |.<>i  ts  In  Tnit.d 
Kingdom  or  continent,  grain.  f>7»  Gd:  June  2.".. 

Str.  Ferngarth  (Br.),  Atlantic  range  to  Tnited  Kingdom,  conl. 
S5.7G  and  discharge. 

Str.  Bradford  City  (Br.),  Atlantic  range  to  Tnited  Kingdom,  cool. 
32s  9d. 

Str.  Nordkyn  (Dan.).  2397  tons,  Atlantic  range  to  Copenhagen, 
coal.  $6.25;  prompt. 

Str.  I^auterfels  (Ger.).  Atlantic  range  to  Palermo.  4000  tons  coal, 
nbout  $6. 

Str.  Monginevro  fltnl  )    Atlantic  rnnge  to  Port  Said.  coal.  35s. 

Str.  Penmont  (Br.).  1432  tons.  Atlantic  range  to  Gibraltar,  coal. 
3ils:  nrompt. 

Str.  San  Rossaro  (Ital.).  3512  tons.  Atlantic  range  to  West  Italy. 
4300  tons,  coal:  promrrt. 

Str.  Immacolata  (Fr),  2709  tons,  a  gulf  port  to  River  Plate,  lum- 
ber. *10. 

Str.  Gurth  (Nor.),  three  months'  time  charter  to  West  India 
trade.  $2.75. 


OCEAN  TRANSPORTATION  TO  ALASKA 

The  Tragic  World   Wnskingto*  Bur  tax 

The  legislature  of  the  territory  of  Alaska  has  petitioned 
Congress  In  a  memorial  for  the  establishment  of  adequate  ocean 
transportation  facilities  to  Alaska.  In  the  memorial  it  was 
stated  that  ocean  transportation  between  Alaska  and  the  states 
during  recent  years  has  greatly  decreased  In  efficiency  and  has 
increased  in  expense  so  that  the  industries  of  the  territory  face 
extinction.  Private  companies,  the  memorial  stated,  have  shown 
themselves  either  unwilling  or  unable  to  furnish  necessary 
transportation  facilities.  Federal  aid  Is  requested  by  the  ter- 
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industries. 

JAPANESE  CHARTER  RATES 

The  Traffic  World  Washington  Bureau 

Trade  Commissioner  Halleck  A.  Butts  at  Tokyo  in  a  report 
to  the  Department  of  Commerce,  said  that  charter  rates  tor 
ocean  and  round-the-world  service  were  quoted  at  3.50  yen  pei 

States 
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issue  and  that  he  assumed  the  Labor  Board  considered  the  ques- 
tion was  before  it  as  a  dispute.  He  said  he  protested  against 
the  hoard  assuming  jurisdiction  as  to  the  national  agreements 
but  that  he  was  overruled. 

Senator  Poindexter  inquired  whether  there  was  anything  m 
the  act  preventing  a  railroad  paying  for  work  on  the  piece  basis, 
referring  to  the  abrogation  of  piece  work  by  the  Railroad  Admin- 
istration Mr.  Whiter  said  he  thought  not,  but  that  up  to  Septem- 
ber 1  1920  because  of  the  provision  in  the  act  that  wages  should 
not  be  reduced  before  that  date,  the  railroads  could  make  no 
changes  in  working  rules  and  regulations  that  would  have  re- 
sulted in  reduction  of  pay.  He  said  the  chief  thing  gained  from 


Mm.    "  ,  i_    *>,«    T I iii  fpn    Si  a  IPS         OUIL^V*   .*»   •  ~— —«.. i-  — «  - 

"The  freight  rate  of  tea  from  Japan  to  t  h     Labor  Board's  decision  as  to  the  abrogation  of  the  national 

has  been  fixed  at  $8  per  ton.  a  20  per  cent^reduchon  compared       agreements   wag   that   u   would   e     b]e   the   roads   to   get   away 


FromTanTralliatioi"^  dealing  with  their  employes,  as  the  board 
the  individual  roads  should  negotiate  with  their  employes 


with  last  season."  said  he.     "The  anticipated  season's  shipment 

is   from   15.000.000   to   17,000,000   km    (  1 /3V," ° '„    vWn      held  tne  moiviouai  ruaus  suuum  ^^^^   «.^  <..^-   ^.^^^ 

special    reduction    has   been ^anno_unced_by_the^Nippon  ^Yusen      ^  ^  ^  ^^     Re  ^  u  ^  still  to  be  determined   however, 

whether  agreements  could  be  reached  that  would  be  fair  to  the 
roads  and  the  employes. 

"Who  is  responsible  for  these  rules?"  asked  Senator  Cum- 
mins, breaking  in  on  Mr.  Whiter  while  he  was  explaining  the 
effect  of  a  certain  rule  in  the  national  agreements.  "I  assume 
that  the  Director-General  theoretically  was,  but  who  actually 
drew  them  up?" 

Mr.  Whiter  said  the  committee  that  drew  up  the  rules  was 
composed  entirely  of  men  who  were  affiliated  with  the  labor 
organizations. 

Rule  after  rule  under  the  national  agreements  was  taken  up 
by  Mr.  Whiter  to  show  that  application  of  them  was  unfair  to 
the  railroads  and  caused  expenditures  for  work  not  actually. per- 
formed. 

The  testimony  was  much  the  same  as  Mr.  Whiter  had  pre- 
sented to  the  Labor  Board  at  the  hearings  on  the  national  agree- 
ments. He  did  not  read  all  of  his  prepared  statement,  at  the 
request  of  the  committee,  but  the  entire  statement  will  be  printed 
in  the  record.  Mr.  Whiter  will  finish  his  testimony  when  the 
hearing  is  resumed,  June  14. 

MORE  ROADS  SEEK  WAGE  REDUCTIONS 

Dissatisfaction  with  the  measure  of  reduction  in  wages 
allowed  the  railroads  by  the  Labor  Board  in  their  decision  of 
June  1,  was  the  keynote  of  the  representations  of  the  managers 
made  before  the  board,  June  6,  at  the  hearing  on  the  wage  re- 
ductions proposals  of  138  lines,  the  disputes  of  which  have 
come  before  the  board  since  hearings  on  the  original  proposi- 
tions were  begun.  The  Board's  resolution  of  May  17  stated 
that  these  additional  disputes  were  to  be  decided  so  that  any 
order  on  them  could  be  made  effective  July  1,  simultaneously 
with  the  decision  in  the  original  disputes.  It  was  therefore 
generally  expected  that  these  hearings  would  be  more  or  less 
perfunctory. 

The  railroads,  in  presenting  their  case,  however,  seized  on 
the  opportunity  to  object  to  the  amount  of  reduction  allowed. 
J.  G.  Walber,  representing  the  eastern  roads,  said  that  wages 
should  be  fixed  in  the  same  manner  that  the  Interstate  Com- 
merce Commission  fixes  rates.  "The  Commission,"  he  said, 
"recognizes  differences  in  the  commercial  necessities  of  different 
parts  of  the  country  by  establishing  different  rate  regions.  It 
appears  sound  reasoning  to  hold  that  the  largest  single  area  to 
be  considered  by  the  board  in  fixing  wage  scales  should  corre- 
spond with  the  various  rate  territories.  The  standard  of  wages 
for  all  classes  of  railroad  employes  which  disregards  local  eco- 
nomic conditions  is  a  violation  of  economic  laws.  The  attempts 
made  during  the  past  few  years  to  standardize  wages  all  over 
the  country  are  a  contributing  factor  to  the  present  situation." 

In  addition  to  urging  the  board  to  amend  its  decision  so  ns 
to  make  the  reduction  coincide  with  the  20  per  cent  increase 
of  July,  1920,  Mr.  Walber  asked  that  the  order  be  made  to  cover 
the  removal  of  punative  overtime  provisions.  This  was  objected 
to  by  W.  S.  Carter,  chief  of  the  enginemen  and  firemen.  He  said 
the  matter  was  not  properly  one  of  wages,  but  of  rules.  Mr.  \V;il- 
ber,  in  reply,  said  that  orders  to  pay  punative  overtime  were 
contained  in  Decision  No.  2 — the  wage  increase  order — and 
therefore  they  might  well  be  considered  as  matters  of  wages. 

J.  W.  Higgins,  executive  secretary  of  the  Association  of 
Western  Railways,  said  that  the  reductions  awarded  were  not 
adequate  and  that  the  western  roads  would  stand  squarely  on 
their  request  for  a  20  per  cent  decrease.  He  said  that  this 
would  help  the  roads  to  the  extent  of  $700,000,000,  instead  of  the 
$400,000,000  which  the  board  estimated  would  be  saved  by  the 
reductions  allowed. 

According  to  B.  M.  Jewell,  president  of  the  railway  employes 
section  of  the  American  Federation  of  Labor,  referendum  ballots 
have  been  mailed  to  the  maintenance  of  way  employes  to  learn 
their  attitude  on  the  wage  cut.  Mr.  Jewell  said  that  unskilled 
track  labor,  which  was  reduced  18  per  cent,  was  the  least 
able  to  stand  a  cut  and  that  it  was  unfair  to  lay  the  heaviest 
burden  upon  it. 

Hearing  on  the  wage  reduction  proposals  of  138  additional 
lines  came  to  a  close  before  the  Labor  Board,  June  9.  Good  feel- 
ing was  the  keynote  of  the  final  sessions,  representatives  of  the 
managements  offering  to  open  their  offices  and  books  to  the  labor 


t>J/tTUI**l        lt\iW*.».«v  .  jl       4 

Kaisha   for  cotton-yarn   exports  to  China,   ana  t 

shipping  competition  slight  reductions  have  been  announced  m 

freight  rates  to  South  America  and  South  Africa  on  Japanese 

COlt°The°Yokohama  Exporters'  Association  has  filed  a  petition, 
with  the  Imperial  Railways  wherein  they  ask  a  50  per  cent  re- 
duction in  rates  on  export  goods.  Thus  far  no  action  has  been 
taken,  but  considering  the  present  attitude  of  the  financial 
leaders  some  of  whom  are  closely  associated  with  the  govern- 
ment, it  is  not  unlikely  that  some  concession  will  be  granted. 

ONIONS  SHIPPED   BY   BOAT 

"  \rrival  of  Texas  onions  this  season  hi  New  York  are 
equivalent  to  690  carloads,"  the  Department  of  Agriculture  says 
in  the  current  issue  of  the  Market  Reporter.  "Of  this  quantity 
619  carloads  came  by  boat  and  only  71  by  rail  The  contrast  is 
remarkable  compared  with  last  season  when  shipments  reported 
were  made  by  rail.  The  rail-and-water  freight  rate  to  New  York 
via  Galveston  from  Texas  producing  sections  is  $1.12%  per  100 
pounds,  while  the  all-rail  rate  is  $1.65%  per  100  pounds.  Allow- 
ing 50  pounds  weight  per  crate,  there  is  a  saving  of  about  26% 
cents  on  each  crate  shipped.  It  seems  to  be  the  opinion  of  the 
New  York  trade  that  the  stock  shipped  by  boat  arrived  in  as 
good  condition  as  that  shipped  by  rail." 

SALE  OF  GOVERNMENT  BARGES 

The  War  Department  has  announced  the  sale  of  the  govern- 
ment equipment  on  the  New  York  State  Barge  Canal  to  a  syndi- 
cate of  New  York  men  for  $1.000,000.  The  syndicate  is  com- 
posed of  Edward  S.  Hughes,  E.  G.  Warfield,  W.  L.  Williams, 
George  Kern  and  James  G.  Trainer.  The  equipment  consists 
of  steel  and  concrete  barges  built  by  the  government  during 
federal  control.  The  War  Department  was  directed  to  dispose 
of  the  equipment  and  cease  operations  on  the  canal  by  a  recent 
act  of  Congress. 

SHIPPING   BOARD  OFFICES   MOVE 

The  offices  of  the  Shipping  Board  in  Washington  are  now 
in  part  of  the  Navy  building  at  17th  and  B  streets.  Moving  of 
the  offices  from  1319  F  street  was  completed  this  week. 


THE   CUMMINS    INVESTIGATION 

The  Traffic  World   Washington  Bureau 

The  question  of  whether  the  labor  provisions  of  the'  trans- 
portation act  give  the  Labor  Board  jurisdiction  over  rules  ap- 
plying to  work  by  the  piece  or  by  the  hour  was  raised  by  Sena- 
tor Stanley  before  the  Senate  committee,  June  3,  when  E.  T. 
Whiter  was  testifying  as  to  the  effect  of  the  provisions  of  the 
national  agreements. 

Mr.  Thorn  said,  while  there  was  nothing  in  the  law  to  give 
the  board  original  jurisdiction  if  a  dispute  arose  between  the 
railroads  and  the  employes  as  to  piece  work,  the  beard  would 
then  have  the  right  to  pass  upon  it. 

Senator  Cummins  said  he  did  not  think  there  was  anything 
in  the  act  which  required  the  railroads  to  observe  the  national 
agreements  after  March  1,  1920,  and  that  they  might  have  at- 
tempted to  change  the  rules  and  regulations  thereunder  im- 
mediately on  the  termination  of  federal  control.  But  the  moment 
they  attempted  that  and  the  employes  resisted,  he  said,  a  dis- 
pute would  have  been  created  for  the  board  to  pass  upon.  He 
reiterated  his  belief,  expressed  previously  in  the  hearings,  that 
he  did  not  know  upon  what  authority  the  Labor  Board  had  the 
right  to  say  whether  the  national  agreements  should  be  con- 
tinued or  abrogated. 

Mr.  Whiter  explained  how  the  question  of  the  national 
agreements  came  before  the  board.  He  reviewed  the  establish- 
ment of  the  bi-partisan  board  by  the  railroads  and  the  employes, 
at  the  request  of  President  Wilson  in  March,  1920,  and  told  of 
the  representatives  of  the  employes  contending  that  the  national 
agreements  should  be  continued  in  connection  with  the  demands 
for  Increased  wages.  He  said  the  railroads  contended  the  na- 
tional agreements  were  not  a  part  of  the  question — that  only 
wage  increases  were  to  be  considered.  When  the  matter  got 
before  the  Labor  Board,  he  said,  the  employes  again  injected  the 
question  of  continuation  of  the  national  agreements  into  the 
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leaders,  and  stating  thai  they  would  "sooner  see  a  wngo  Increase 
than  |H>  guilty  or  misrepresentation."     In  reply  n,,.  labor  leaders 
promised  a  program  of  co-operation  that  will  "make  a  record 
ellieieiiey,  economy   and   service." 

The  Labor  Board  lias  under  advisement  the  dispute  of  the 
Pullman  Company,  which  reduced  wages  after  mass-meetings  of 
their  employes  In  various  localities.  The  labor  union  heads  claim 
that  the  controversy  is  not  properly  before  the  board  because 
conferences  were  not  held  with  heads  of  organizations  The 
board  will  decide  the  point  within  the  next  few  days,  it  was  an- 
nounced. 


LABOR  BOARD  SEEKS  EXAMINERS 

The  United  States  Civil  Service  Commission  has  announced 
an  open  competitive  examination  for  examiners.  Three  vacan- 
cies under  the  United  States  Railroad  Labor  Board,  Chicago, 
111.,  at  $4,500  a  year,  and  vacancies  in  positions  requiring  similar 
qualifications,  at  this  or  higher  or  lower  salaries,  will  be  filled 
in  mi  this  examination,  unless  it  is  found  in  the  interest  of  the 
service  to  fill  any  vacancy  by  reinstatement,  transfer  or  promo- 
tion. 

Qualifications  include  experience  as  a  wage  schedule  expert 
for  railroads,  or  a  diploma  from  a  recognized  law  school,  or 
two  years'  experience  in  the  general  practice  of  law.  Communi- 
cations should  be  addressed  to  the  United  States  Civil  Service 
Commission,  Washington,  D.  C.  Applications  will  be  received 
until  July  5. 


WARFIELD  ENGINEERS  STUDY  ROADS 

Tht  Traffic  World   Washington  Bureau 

S.  Davies  Wai-field  announced,  June  5,  the  appointment  by 
the  National  Association  of  Owners  of  Railroad  Securities  of  a 
board  of  six  engineers  to  study  the  transportation  system  of 
the  country  and  to  suggest  economies. 

"The  work  to  be  performed  by  this  board  is  regarded  as 
an  important  step  in  the  solution  of  the  country's  transportation 
problems,"  said  the  statement.  "The  security  owners  are  greatly 
concerned.  Interest  on  railroad  bonds  generally  is  not  being 
earned. 

"The  general  demoralization  incident  to  poor  business,  low 
earnings,  high  operating  costs,  movement  for  reduced  rates, 
the  valuations  and  proposed  consolidations,  together  with  the 
friction  between  the  roads  and  their  employes,  in  the  opinion  of 
the  security  owners,  is  far  from  reassuring. 

"The  executive  committee  and  the  board  of  experts  believe 
that  substantial  economies  are  necessary  and  can  be  obtained 
through  co-ordination  by  the  carriers  effecting  group  organiza- 
tion of  the  railroads  in  the  four  territories  the  Interstate  Com- 
merce Commission  has  laid  out." 

Mr.  Warfield  conferred  with  Senator  Cummins,  June  6, 
in  reference  to  the  appearance  of  representatives  of  the  asso- 
ciation before  the  Senate  committee  in  its  invstigation  of  rail- 
road conditions.  Mr.  Warfield  will  confer  with  the  board  of 
economics  and  engineering,  recently  appointed  by  the  association 
of  security  owners,  before  a  definite  date  is  fixed  for  the  hearing. 
In  discussing  the  situation,  Mr.  Waifield  said: 

"Largely  through  suggestions  of  the  association  of  security 
owners,  Congress  included  in  the  Esch-Cummins  act  definite 
methods  and  directions  to  the  Commission  in  respect  to  rate 
making.  Equally  definite  was  Congress  in  its  directions  to  the 
Commission,  as  a  condition  thereto,  that  it  should  require  the 
introduction  of  economies  in  the  administration  of  the  trans- 
portation system.  Because  of  the  recognition  given  the  financial 
needs  of  the  carriers,  the  executive  committee  of  the  association 
believes  that  it  should  as  far  as  possible  give  substantial  as- 
sistance in  meeting  the  provision  of  the  act  in  respect  to  econ- 
omies, through  the  co-ordination  of  facilities  and  to  confer  with 
the  Commission  in  respect  to  the  proposed  consolidations. 

"The  Association  has  obtained  the  services  of  the  most  dis- 
tinguished and  experienced  engineers  and  experts  available  to 
assist  in  this  work." 

Mr.  Warfield,  upon  being  asked  whether  there  would  be  any 
conference  between  the  railroads  and  the  board  of  engineering 
in  respect  to  the  plans  of  the  association  for  economies,  replied: 
"Yes.  Such  is  the  desire  of  the  executive  committee  of  the  asso- 
ciation and  the  board  hopes,  with  the  co-operation  of  the  rail- 
roads, that  a  committee  will  be  named  by  the  railroads,  selected 
by  the  carriers  in  each  of  the  four  territories,  for  conferences. 
The  board  will  be  glad  to  confer  with  such  committees." 

The  board  of  economics  and  engineering  appointed  by  the 
Warfield  Association  is  composed  of  John  P.  Stevens,  F.  A.  Moll- 
tor,  John  P.  Wallace,  W.  L.  Darling,  L.  B.  Stillwell  and  W.  W. 
Colpitts. 

The  association,  it  was  stated,  is  concerned  because  the  in- 
terest on  railroad  bonds  is  not  being  earned  by  the  railroads 
and  holds  that  substantial  economies  In  operation  are  necessary 
which  can  be  accomplished  by  adoption  of  the  Warfleld  economy 
plan  submitted  some  time  ago  to  Senator  Cummins. 


(Twelfth   of  n 


LOSS  AND  DAMAGE  CLAIMS 


of   iirllrl>-M    for   Tin-   Truffle    Worlil     by   c     II 


Since  the  loss  and  damage  situation  him  develop.-,!  into 
such  a  serious  menace  to  freight  revenue,  and  partlmlarly  In 
the  last  few  yearn,  during  which  time  no  much  publicity  has 
been  given  to  the  claim  situation  In  neneral.  especially  to  pre- 
xentiiiii  methods,  the  question  has  often  occurred  to  me,  and 
doubtless  has  occurred  likewise  to  others,  whether  this  dem 
lion  and  loss  of  freight  In  transit  Is  local  to  transportation  lines 
In  this  country  or  whether  the  same  conditions  apply  generally 
in  connection  with  transportation  lines  In  other  lands.  In  short. 
whether  there  is  anything  connected  with  the  operation  of  rail- 
roads in  this  country  that  Is  conducive  to  the  damage  and  loss 
of  freight  in  transit  in  any  larger  measure  than  exists  on  lines 
operated  abroad. 

In  order  to  develop  an  answer  to  this  query  the  writer  has 
been  In  correspondence  with  transportation  officers  of  rail  lines 
in  England,  France  and  South  Africa,  and  has  selected  a  reply 
from  Sir  William  W.  Hoy,  general  manager  of  the  South  African 
Railways  &  Harbors,  whose  headquarters  are  located  at  ('.• 
town,  as   being  representative  of  what  lines   In   foreign  lands 
have  to  contend  with  in  connection  with  loss  and  damac* 
freight. 

The  South  African  Railways  &  Harbors  comprises  a  rail- 
road with  a  mileage  of  approximately  11,000  miles,  together 
with  port  facilities,  etc.,  operating  through  a  territory  with 
.diversified  interests,  including  manufactories,  agriculture,  min- 
ing and  other  industries.  On  account  of  Its  location  It  handles 
perhaps  a  great  deal  larger  proportion  of  imported  merchandise 
than  any  ordinary  line  in  this  country. 

The  statement  furnished  indicates  a  surprising  similarity 
between  the  conditions  that  exist  in  South  Africa  and  those 
we  have  to  contend  with  in  this  country,  so  far  as  loss  and 
damage  is  concerned.  The  loss  of  an  entire  package  represents 
their  largest  single  cause,  and  the  circulars  and  bulletins  issued 
by  the  officers  of  the  South  African  Railways  Company  could 
be  Issued  with  hardly  a  change  by  any  claim  prevention  officer 
in  this  country  and  would  apply  to  our  conditions  equally  well. 
I  quote  below  in  part  the  general  manager's  statement  of  their 
situation  as  outlined  in  his  letter  of  April  4,  1921: 

"With  reference  to  your  letter  of  January  26  last,  I  have 
to  state  that  this  administration's  heaviest  claim  losses  are  in 
connection  with  missing  goods,  particularly  whole  packages 
consisting  mainly  of  clothing  and  foodstuffs.  These  losses  are 
attributable  to  (1)  thefts  and  (2)  bad  or  insufficient  marking. 

"Like  other  railways  throughout  the  world,  the  South 
African  Railways  have,  in  the  later  stages  of  the  war  period 
and  since,  been  the  victims  of  thieving  on  a  larger  scale  than 
usual.  In  order  to  combat  this,  the  administration  has  increased 
its  police  force  and  has  endeavored  by  means  of  propaganda  to 
secure  greater  vigilance  by  the  staff  and  their  co-operation  in 
bringing  about  an  improvement.  Numerous  arrests  and  prose- 
cutions have  been  made  recently.  The  courts  are  taking  a 
more  serious  view  of  railway  thefts,  and  the  latest  returns  show 
a  falling  off  in  losses  of  entire  packages. 

"Many  small  articles  of  every-day  use  in  South  Africa  are 
still  imported  from  overseas.  The  administration  is  the  ulti- 
mate carrier  of  these  goods  and  Is  often  presented  with  claims 
for  articles  removed  from  the  containers  before  the  goods  are 
handed  over  to  the  administration.  Some  of  these  pilfered 
packages  are  so  skillfully  fastened  as  to  defy  detection  except 
upon  the  closest  scrutiny. 

"Members  of  the  staff  concerned  in  accepting  goods  are 
now  being  examined  individually  and  thoroughly  by  a  training 
officer  who  reports  upon  the  men's  fitness  for  their  duties  and 
makes  their  responsibilities  clear  to  them. 

"As  a  result  of  the  action  taken,  numerous  cases  have  been 
brought  to  light  in  which  the  goods  were  found  to  have  been 
extracted  before  or  after  the  goods  were  in  the  administration's 
possession.  In  some  cases  the  goods  were  never  packed,  having 
been  stolen  by  employes  in  senders'  stores. 

"Particulars  of  freight  shortages  are  compiled  in  the  dlvi-" 
sion  claims  offices  and  forwarded  to  the  operating  officers  and 
inspectors  for  their  information.  When  these  statements  show 
that  shortages  are  abnormal  at  any  particular  station  or  in  any 
particular  district,  special  attention  is  directed  thereto  with 
the  object  of  discovering  and  removing  the  cause. 

"Merchants  In  many  of  the  small  towns  do  not  Import  di- 
rectly, but  obtain  their  supplies  from  the  various  South  African 
distributing  centers.  As  a  result  their  goods  are  frequently 
dispatched  in  receptacles  which  originally  contained  articles 
of  quite  a  different  character  and  from  which  the  old  code  marks 
have  not  been  properly  obliterated. 

"Special  arrangements  are  in  operation  for  traffic  from  the 
ports  dispatched  direct  from  the  ship.  A  large  quantity  of  this 
traffic  is  landed  ex-ship  bearing  the  names  or  code  marks  of  the 
ports,  not  those  of  the  Inland  destination  station.  In  order  to 
protect  itself  in  the  event  of  such  packages  going  astray,  the 
administration  accepts  them  with  the  following  reservation: 

Notwithstanding  the  provisions  of  clause  18  of  the  Official  Tariff 
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Hook,  the  administration  will  receive  for  transport  goods  not  properly 
addressed  to  consignee  or  clearly  marked  with  his  mark  and  destina- 
tion station,  upon  the  express  condition  that  the  administration  is 
not  liable  for  any  claim  arising  from  the  loss,  mis-delivery  or  delay 
of  the  said  goods. 

"Faulty  addressing  also  results  in  numerous  claims.  This 
feature  Is  enlarged  upon  in  our  circulars  on  claim  prevention, 
outlining  how  packages  should  be  marked  in  order  to  avoid 
their  going  astray  in  transit. 

"Our  principal  claims  in  respect  to  damage  are  for  break- 
ages, in  regard  to  which  the  administration  is  often  in  the 
same  position  as  in  the  case  of  shortages  in  imported  traffic. 
It  is,  of  course,  impracticable  to  open  all  containers  at  the  coast, 
but  the  staff  is  enjoined  from  time  to  time  to  exercise  special 
care  in  handling  freight  traffic.  Much  of  pur  manual  labor  is 
done  by  natives,  who  require  close  supervision. 

"Meetings  of  the  executive  staff  are  held  from  time  to  time, 
and  the  question  of  claim  prevention  is  brought  prominently 
to  notice  at  these  meetings.  The  matter  is  also  kept  well  in 
view  at  administrative  conferences. 

"As  an  indication  of  what  our  loss  and  damage  amounts  to 
from  a  money  standpoint  I  append  hereto  a  record  of  our  claim 
payments,  together  with  a  statement  of  the  percentage  of  claim 
payments  to  freight  revenue  for  the  past  few  years:" 

CLAIM  PAYMENTS 


No.  of  claims 
presented. 

1S14     .     56.282 

1915     59.606 

U'16    58,770 

1!H7-1K       


Amount 
claimed. 
£ 

238.552 

2xr,.xr,x 
268,062 


Amount  paid 
in  settlement. 

£ 

74,688 
74,287 
98,256 
113,857 
119,656 
161,857 

KATIO   OF   CLAIM    PAYMENTS    TO   GROSS    FREIGHT   REVENUE 

39  per  cent. 

!{; 41  per  cent. 

'!•' •- 57  per  cent. 

'•" 56  per  cent. 

Prom  the  above  statement,  together  with  the  statistics  fur- 
nished, It  is  evident  that,  while  the  same  difficulties  are  met 
with  by  this  line  in  far  off  Africa  that  we  have  to  contend  with 
on  lines  In  this  country,  it  is  plain  to  be  seen  from  the  fact  that 
only  a  trifle  over  $500,000  was  paid  out  in  loss  and  damage 
during  the  year  1919-1920,  and  that  their  ratio  of  claim  pay- 
ments to  freight  revenue  was  only  a  trifle  over  one-half  of 
one  per  cent,  that  their  situation  is  far  more  favorable  than 
that  of  ours.  It  would,  of  course,  be  an  impossibility  to  make 
a  fair  comparison  without  first  knowing  what  the  bulk  of  their 
traffic  consists  of,  what  percentage  consists  of  less-carload  mer- 
chandise and  the  many  other  factors  that  enter  into  this  matter. 
We  hope,  however,  to  develop  this  situation  further  and 
:  may  be  possible  that  our  South  African  friends  may  have 
methods  and  practices  In  connection  with  the  handling  of  their 
freight,  so  far  as  prevention  of  loss  and  damage  is  concerned, 


man  understands  that  prices  of  all  grains  advanced  from  200 
to  300  per  cent.  In  pre-war  days,  a  claim  for  the  value  of  a 
sack  of  sugar  would  ordinarily  be  from  $5  to  $6,  while  claims 
on  sugar  during  1919  ran  as  high  as  $27  to  .$30  per  bag. 

In  short,  there  was  scarcely  a  commodity  on  which  claims 
were  filed  that  did  not  show  a  tremendous  increase  in  value  due 
to  this  increase  in  price,  and  while  there  is  no  question  but 
that,  owing  to  the  labor  conditions  that  the  carriers  were  forced 
to  meet  during  the  war,  a  great  deal  of  loss  and  damage  was 
caused  by  incompetent  help  and  in  some  cases  to  dishonest 
employes  and  that  owing  to  a  general  letting  down  of  the  morale 
throughout  the  country  there  was  a  tremendous  increase  in 
thievery  by  organized  gangs,  all  of  which  had  a  tendency  to 
inflate  the  loss  and  damage  account,  there  was  never  a  period 
in  the  history  of  our  railroads,  when  so  far  as  the  executives 
and  supervising  officers  are  concerned  such  unusual  efforts  were 
made  toward  curbing  this  economic  and  monetary  loss.  Nearly 
all  of  our  trunk  lines  have  special  organizations  working  on 
this  subject  and,  if  the  abnormal  conditions  that  arose  on  ac- 
count of  the  war,  including,  of  course,  the  unheard  of  rise  in 
prices  had  not  occurred,  it  is  conservative  to  say  that  we  would 
hear  very  little  from  the  loss  and  damage  account  by  this  time. 
If  the  representations  made  to  the  Labor  Board  with  respect  to 
incompetent  management  of  our  railroads,  so  far  as  other  items 
are  concerned,  had  no  better  foundation  than  the  statement  in 
connection  with  loss  and  damage,  they  were  worthy  of  very 
little  attention  indeed. 


BRICKS,  DANVILLE  TO  BRONSON,  ILL. 

A  dispute  between  carriers  regarding  division  in  a  joint 
through  rate  has  caused  the  originating  carrier  to  attempt  to 
cancel  that  rate  and  so  work  an  injury  on  the  innocent  shipping 
by-stander,  according  to  the  allegation  of  C.  R.  Hillyer,  attorney 
for  the  Western  Brick  Company,  who  appeared  for  that  com- 
pany at  the  hearing  on  I.  and  S.  1333,  commodity  rates  on  brick 
from  Danville  to  Bronson,  111.,  which  was  held  before  Examiner 
John  T.  Money  in  Chicago,  June  6. 

The  suspension  order  covered  item  140A  of  Illinois  Traction 
System  Tariff  Sup,  2  to  I.  C.  C.  380,  which  item  cancelled  out 
item  140  in  I.  C.  C.  364.  This  item  provided  for  a  joint  through 
rate  between  the  Traction  Line  and  the  Chicago  &  Eastern 
Illinois  to  points  beyond  the  C.  &  E.  I.  rails. 

According  to  W.  Butterworth,  general  manager  of  the  brick 
company,  the  Danville  rates  at  present  apply  from  the  brick 
plant,  1.3  miles  outside  of  Danville,  via  the  Illinois  Traction 
System  as  a  switching  line  making  delivery  to  the  C.  &  E.  I. 
Railroad  at  Bronson,  the  application  being  provided  for  in  C.  & 
E.  I.  Tariff  I.  C.  C.  3150,  wherein  is  now  absorbed  the  14  cents 
per  ton  which  is  being  charged -by  the  Illinois  Traction  for  the 
8.9-mile  haul.  The  suspended  tariff  provides,  in  lieu  of  the  can- 
celled 14-cent  charge,  a  local  rate  of  56.5  cents  per  ton  and  since 


-•      vm.      AUUO       emu       Vicinio,c,c      JO       UtMlCt^IiltSU,  *T-            f~\          O        T1         T              t-                     j.  t 

that  we  may  profitably  adopt.     Certain  it  is  that  anv  line  on-  '    '  absorPtlon  amounts  to  only  14  cents,  the  effect 

erating  11,000  miles  of  railroad  that  can  show  a  loss  and  damage  °ftthe  tar.if?-,if  aljowed,  would  be  to   increase  the  protestants' 

of  practically  one-half  of  one  per  cent  of  its  freight  revenue  rates  on  brlck  42'5  cents  per  ton' 

must  have  something  in  connection  with  its  safe  handling  of  w-  H-  Wvlie,  general  traffic  manager,  and  L.  B.  Martin,  gen- 
freight  that  we  have  not  as  yet  discovered,  as  is  evidenced  by  eral  superintendent  for  the  Illinois  Traction  System,  testified 
our  avera  r  - 


our  average  ratio  of  all  lines  in  this  country  of  something  better 
than  two  and  one-half  per  cent  in  1920. 


In  connection  with  this  ratio  of  loss  and  damage  claim  pay- 
i  to  freight  revenue,  which  is  indicated  in  the  preceding 
paragraph  and  estimated  to  have  been  2.53  per  cent  of  the  gross 
freight  revenue  for  the  year  1920,  the  total  claim  payments  will      , 
approximate  $109,000,000  for  the  year.     This  is  one  of  the  items      f°rmed 
•hlch  W.  Jett  Lauk  used  in  his  presentation  to  the  Labor  Board 
:ently   as   an   example   of   inefficient    and    wasteful   practices 
ible  to  the  management  of  American  railways     It  does 


for  the  respondents, ,  and  said  that  the  increased  rate  was  abso- 
lutely necessary  for  their  lines  in  order  to  keep  them  from  los- 
ing money.  They  said  that  every  effort  had  been  made  to  get 
the  line-haul  carriers  to  increase  their  division  of  the  rate,  but 
to  no  avail.  The  movement  over  the  I.  T.,  according  to  Mr. 
Martin,  was  in  no  sense  a  switching  movement  since  it  was  per- 
formed by  regular  line-haul  engines  and  crews  with  regular 
schedule  runs. 


Frank  Webster,  assistant  general  freight  agent  for  the  C. 

.  &  E-  T"  appeared  for  the  protestants  and  insisted  that  the  Trac- 

seem   possible   that   anyone  who   has   analyzed   the   freight  tion  Svstem  was  getting  a  fair  share  of  the  rate.    He  pointed  out 

ituatlon   during    the    past   two  years  would   attempt   to  that>  m  addition  to  the  14  cents  per  ton,  the  C.  &  E.  I.  paid  the 

s  before  an  Intelligent  body  of  men  any  such  statement   in  Traction  Lines  four  days  per  diem  reclaim  on   each   car.   tins 

the  freight  claim  item  is  concerned,  and  expect  them  bringing  the  average  amount  paid  per  car  up  to  $9.04  for  a  haul 

eve  that  this  amount  of  money  actually  represented  any  of  less  than  9  miles. 
smanagement  or  Incompetency  on  the  part  of  the  operating 


f      thes 
1920  are  In  the  'aggregate,  anyone  at  all  familiar  with  the  claim 


The  Chaffee  Railroad  Company  of  Johnstown,  Pa.,  in  finance 


,  e  cam  ,       ., 

situation  understands  full  well  that  the  increase  in  values  alone      docket  No-  1467>  has  aPPlied  to  the  Commission  for  a  certificate 
on  the  principal  commodities  that  go  to  make  UD  the  loss    mrt  Public  convenience  and  necessity,  authorizing  it  to  operate 

*"  existin£  line  of  railroad  extending  from  Vindex,  Md.,  to  Chaf- 
S?'«  The  railroad  was  constructed  and  operated  by  the 

£haffee  Coal  Company  until  May  1,  1920,  when  the  Manor  Coal 
Company  bought  the   Chaffee  Coal   Company  property    the   ap- 


g      o  mae  UD  te  lo 

damage  figures  hag  been  from  100  to  300  per  cent  As  an  in 
Rtance  of  what  effect  the  enhanced  value  of  commodities  has 
had  on  our  loss  and  damage  account  I  need  onlv  cite  a  t£, 
examples. 


&!^^L3rJto~  ln.tbe  northwest  territory,  claims 

25  per  cent  of  our  total  claims 


plicant  states. 

"Inasmuch   as  there   are  four   coal   companies  now  mining 


filed,  and,  whereas  In"l915-1916  hogs*"w7r7  valued  aTfrom1^?      and»  ^ipPine  coal-  wh*ch   depend   upon   this   railroad   to   trans- 
to  $9  per  cwt.  at  the  peak  of  the  high  prices  that  extendert  nvm-      £°^  their  Pr?d.uc.t  to  the  connection  with  the  Western  Maryland 


-—  ••  — — --  «-.  ••••<-   ni^n  pricps  t  list  GxtPTidpH  HVPT*  TI   »i  •—••»»••»»*   . .  i ,  • ,  \,u^   T»  v,cn,d  n  .n  .1 1  j  itmu 

the  years  1918-1919,  hogs  were  selling  up  to  as  high  M  t28n«r  ?ai!way-  and  brmS  supplies  therefrom;    also  many  individuals 

rt.,   and   the   claims   filed   account   of  loss   and   damage   were  desinnf  transportation  service  for  passenger  and  freight,  it  was 

icreawt-d  accordingly.    Grain   claims   amounted,  in  the  case  of  de^med  necessary  to  operate-  the  railroad  as  a  common  carrier 

many  linen  to  20  per  cent  of  all  claims  filed,  and  even  the  lav  fhT  ,*?      t°r.   ls  being  made  to  comply  with  all  the  provisions  of 

'  'ay-  the  interstate  commerce  act."  the  netuin^pr  Htat, 


< 

commerce  act,"  the  petitioner  states. 


.Inn.-  11,  1921 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporter!  and  Digests  of  National   Rr porter 

Syitem,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR   INJURY  TO  GOODS 
Carrier  Liable  for  Full  Loss  or  Damage  Unless  Shipper's  Written 

Declaration  of  Value  Be  Taken: 

(Supreme  Court  of  Appeals  of  West  Virginia.)  Under  tin1 
art  in  Congress  passed  Aug.  9,  1916  (section  7976,  Barnes' 
I'Y.ieral  I'oiie  (U.  S.  Comp.  St.,  p.  8604.0),  known  as  the  "Second 
I'umniiiis  Amendment"  to  the  Interstate  Commerce  Act,  a  com- 
mon carrier  is  liable  for  the  full  actual  loss,  damage,  or  injury 
to  ordinary  live  stock  received  by  it  for  shipment  in  interstate 
commerce,  caused  by  it  or  any  connecting  carrier  to  which  it 
is  delivered,  and  for  such  loss,  damage,  or  injury  to  any  other 
property  so  received,  except  baggage,  unless  by  the  action  of  the 
Interstate  Commerce  Commission  and  itself,  exoneration  from 
such  liability  and  adoption  of  a  limited  one,  based  upon  a  de- 
clared or  agreed  value,  are  affected. — Lindenburg  vs.  American 
Railway  Kxpress  Co.,  106  S.  E.  Kept.  884. 

Even  though  the  Interstate  Commerce  Commission,  under 
the  authority  conferred  upon  it  by  said  statute,  has  adopted  and 
promulgated  regulations  by  which  such  limitation  of  liability  may 
be  effected  as  to  all  property  in  interstate  shipment,  except 
ordinary  live  stock,  and  in  compliance  with  such  regulations  a 
carrier  has  filed  and  published  and  put  into  effect  its  tariffs  and 
rules  for  maintenance  of  rates  dependent  upon  value  declared 
in  writing  by  the  shipper  or  agreed  upon  in  writing  as  the  re- 
leased value  of  the  property,  approved  by  said  Commission,  it 
remains  liable  for  such  full  actual  loss,  damage,  or  injury,  in  the 
case  of  any  particular  shipment,  unless  it  takes  from  the  shipper 
a  written  declaration  of  the  value  of  the  property,  or  a  written 
agreement  with  him  upon  the  released  value  thereof,  signed  by 
him.  Ibid. 

In  such  case  the  delivery  to  the  shipper,  of  a  receipt  exe- 
cuted by  the  carrier,  in  which  there  is  not  a  statement  of  value 
signed  by  the  shipper,  does  not  relieve  the  latter  from  liability 
based  upon  full  actual  value,  even  though  the  rate  charged  for 
carriage  of  the  property  is  the  same  as  would  have  been  legally 
charged  upon  the  minimum  value  of  the  property,  under  the 
regulations  and  tariffs  validly  promulgated,  posted  and  main- 
tained.—Ibid. 

So  interpreted,  said  statute  does  not  conflict  with  t  e  pro 
visions  of  the  interstate  commerce  act  (U.  S.  Comp.  St.,  pp. 
8564,  8565),  inhibiting  preferences  and  unjust  discrimination,  nor 
is  it  inconsistent  with  them,  or  either  of  them.— Ibid. 

"Unjust  discrimination"  is  different  treatment  of  persons  of 
the  same  class,  under  like  or  similar  conditions.— Ibid. 
To   Recover  for   Loss   Shipper   Must   Prove   Delivery  to  Carrier: 

(Court    of    Civil     Appeals    of    Texas,    Amarillo.) 
strictly  petition  for  burning  of  goods  transported  by  defendant, 
describing  them  by  groups  in  general  terms  and  stating  val 
for  each  group,  should  have  given  a  better  description  of  them, 
overruling  exceptions  thereto  based  on  insufficient  particularity 
of  description  is,  under  Supreme  Court  Rule  62  a  (149  S.  W.  x), 
not  reversible  error,  no  injury  therefrom  being  shown.-  Hmes, 
Director-General  of  Railroads,  vs.  Warden,  229  S.  W.  Rept.  957. 

Shipping  receipt  and  bill  of  lading  issued  by  carner.whi 
proving  delivery  by  storage   company  of  boxes  to  carrier,  are 
insufficient  to  establish  delivery  to  the  carrier  of  all 
that   were  in  the  boxes  when  the  owner,  some  time  before,  d 
livered  them  to  the  storage  company  for  storage,  and  this  not- 
withstanding notation  on  the  bill  of  lading  that  the  goods  were 
in  apparent  good  order. — Ibid. 

To  recover  for  goods  burned  while  in  the  carrier's  posses- 
sion, the  shipper  must  prove  what  goods  were  delivered  I 
carrier. — Ibid. 

There  is  no  presumption,  in   an   action  for  the  burnini 
goods  while   in   the   carrier's   possession,   that   the   boxes   whf 
delivered  to  the  carrier  by  a  storage  company  contained  all 
goods  that  were  in  them  when  stored  by  him  some  time  bef< 
with  the  storage   company. — Ibid. 

Where  the  answer  of  a  carrier  sued  for  the  burning  of  goods 
contains  a  general  denial,  the  statement  therein  that  they  ar- 
rived in  good  condition,  in  the  part  claiming  that  any  liability 
was  that  of  warehouseman,  and  not  of  carrier,  is  not  admissible 
as  an  admission. — Ibid. 

The  measure  of  damages  for  loss  of  household  goods  by  a 
carrier  is  their  actual  value  or  reasonable  value  at  destination 
at  the  time  they  should  have  been  delivered,  as  distinguished 
from  a  fanciful  or  sentimental  value,  where  the  goods  are  sec- 
ond-hand and  have  no  standard  market  value. — Ibid. 

DELAY   IN   TRANSPORTATION    AND   DELIVERY 
Express  Company   Subject  to   Statutory   Rule   Requiring   Defend- 
ant Carrier  to  Show  Delay  Not  Due  to  Its  Negligence: 


(St.    I.oulH   Court    or   Appeals.   Mlmtourt.)     ROT.   Hi.    1(19,   p. 
10449,  which  rhanwK  Hie  <-stablli<Mi'd  rule  by  providing  thai,  on 
proof  by  plaintiff  shipper  of  delay  and  damage*  caused  thereby, 
the   Inn  i|eii  n|   proof  Mliilt*  to  the  defendant   carrier  to  nliow  that 
the  delay  wan  not  due  to  Its  nf'Kllgpnri-,  inrlndcx  express  • 
panics.— Arky  VH.  WP!!H  Fargo  &   Co.   Express.  229  H.  W.   !(• 
824. 

CARRIAGE  OF  LIVE  STOCK 
Liability  of  Carrier  for  Death  of  Live  Stock: 

(Court  of  Appeals  of  Georgia.  Dlv.  No.  2.)  "When  a  c«> 
falls  to  deliver  the  goods  intrusted  to  hla  care,  or  delivers  them 
in  a  damaged  condition,  no  excuse  avails  him,  unless  It  was 
occasioned  by  the  act  of  God,  the  public  enemy,  and  Inherent 
vice  or  natural  deterioration  of  the  object  carried,  or,  In  case 
of  live  stock,  the  vlclousness  of  the  animals,  or  that  he  la  ex- 
cused by  special  contract  made  with  the  shipper,  by  statute,  or 
by  negligence  of  the  shipper."  Ixmlsvllle  &  Nashville  R.  Co. 
vs.  Warfleld  &  Lee,  129  Ga.  473  (2).  477,  59  8.  E.  234;  Ga.  R.  Co. 
vs.  Spears,  66  Ga.  485  (1),  489,  42  Am.  Rep.  81;  Cooper  vs. 
Raleigh  &  Canton  R.  Co.,  110  Ga.  659  (2,  3).  661,  36  S.  E.  240; 
Civ.  Code  1910,  pp.  2712,  2713.— Mines,  Director-General,  TB. 
Vann,  106  S.  E.  Rept.  921. 

The  trial  judge.  In  the  exercise  of  his  discretion,  approved 
the  finding  of  the  jury;   and,  since  the  evidence  does  not  abso- 
lutely demand  a  finding  for  the  defendant,  this  court  is  unau- 
thorized to  set  the  verdict  aside. — Ibid. 
Carrier   Liable   for   Loss   Due   to    Failure    to     Provide   Adequate 

Watering  Facilities: 

(Supreme  Court  of  Montana.)  A  carrier  is  required  to  make 
adequate  provision  for  watering  cattle  shipped,  and  the  burden 
of  showing  the  breach  of  such  duty  is  on  the  shipper. — KIrby  vs. 
Oregon  Short  Line  R.  Co.,  197  Pac.  Rept.  254. 

In  an  action  by  a  shipper  of  stock  for  damages  and  shrink- 
age, due  to  defendant's  failure  to  furnish  adequate  watering 
facilities,  in  that  out  of  five  pens  wherein  the  cattle  were  un- 
loaded only  four  were  provided  with  such  facilities,  but  wherein 
it  appeared  plaintiff,  who  was  in  charge  of  his  stock,  had  ample 
opportunity  to  transfer  them  to  vacant  pens  before  reloading 
and  to  provide  them  with  water,  held  that  his  failure  to  do  so 
could  be  attributed  only  to  his  own  neglect  or  misconduct,  and 
that  the  negligence  of  the  company  was  at  most  the  remote, 
and  not  the  proximate,  cause  of  the  loss,  so,  that  he  could  not 
recover,  the  proximate  cause  being  that  which,  in  a  natural  and 
continuous  sequence,  unbroken  by  any  new  independent  cause, 
produces  the  injury,  and  without  which  it  would  not  have  oc- 
curred.— Ibid. 

In  an  action  by  a  shipper  of  stock  against  a  carrier  for 
injury  thereto,  the  burden  was  on  him  to  show  with  reasonable 
certainty  and  by  a  preponderance  of  the  evidence  the  loss  he 
had  sustained  and  the  amount  thereof  as  definitely  as  possible. 
Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and   Digests  of  National   Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Bill    of    Lading    Held    to    Limit    Recovery   to    Invoice    Value    and 

Freight,    Less    Proceeds: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  The  commis- 
sioner is  an  officer  for  the  court,  whose  services  may  be  availed 
of  or  dispensed  with  at  the  option  of  the  court  Itself,  there  being 
no  legal  obligation  on  an  admiralty  tribunal  to  send  any  part 
of  a  case  to  a  commissioner,  so  that  the  contention  that  the 
trial  judge  erred  in  not  sending  the  case  to  the  commissioner 
cannot  be  sustained. — U.  S.  Willow  Furniture  Co.  vs.  La  Com- 
pagnie  Generale  Transatlantlque.  271  Fed.  Rept.  184. 

Where  no  package  of  the  damaged  goods  exceed  the  mini- 
mum value  fixed  by  the  bill  of  lading,  which  made  the  basis  of 
settlement  the  invoice  value,  libelant  is  entitled  to  recover  the 
invoice  value,  plus  the  freight,  minus  the  net  proceeds  of  the 
sale  of  the  damaged  goods,  but  not  expenses  and  Insurance, 
which  are  ordinarily  recoverable  in  cases  of  total  loss. — Ibid. 

Where  the  bill  of  lading  made  the  invoice  the  basis  of  set- 
tlement for  damaged  goods,  it  was  error  to  subtract  from  the 
sale  price  of  such  goods  the  customs  duties  paid  thereon,  since 
the  sale  price  is  presumed  to  have  included  the  enhancement  of 
value  occasioned  by  the  imposition  of  duties. — Ibid. 

Where  the  shipper  Is  entitled  to  recover  the  Invoice  value 
of  the  goods,  plus  freight,  but  minus  the  net  proceeds  of  the 
sale  of  the  damaged  goods,  the  expenses  of  trucking  the  damaged 
goods  and  of  conducting  the  sale  are  to  be  deducted  from  the 
proceeds  of  the  sale  to  ascertain  the  net  proceeds. — Ibid. 

Though  the  allowance  of  Interest  in  admiralty  is  discre- 
tionary, It  will  be  allowed  on  a  libel  to  recover  damages  to  a 
shipment  of  goods,  where  no  reason  appears  for  denying  such 
allowance,  the  Interest  to  be  computed  from  the  date  of  the 
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liquidation  of  the  damages  by  the  completion  of  the  sale  of  the 


from  an  allowance  of  damages  for 
imported   goods   based   on   the   invoice   value   stated    in    francs 
appellant   cannot  complain   of  the   computation   of  the   rate 
exchange,1   where  the  agreed   statement  of  facts  stated  the  in- 
voice value  in  both  francs  and  dollars.  —  Ibid. 
Liability  for  Lots  of  Cargo  Limited  by  Bill  of  Lading: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  A  provision  of 
a  bill  of  lading  that  It  is  mutually  agreed  that  the  value  of  each 
package  does  not  exceed  £20,  on  which  basis  the  freight  is  ad- 
Justed  and  that  the  vessel's  liability  shall  not  exceed  such  sum, 
unless  a  value  In  excess  is  specially  declared  on  in  a  shipping 
note,  and  extra  freight  paid  as  agreed  on,  held  to  govern,  and 
limit  the  carrier's  liability  in  all  cases  where  the  shipper,  on 
shipment,  has  not  declared  the  value  of  the  goods,  to  the  ex- 
clusion of  all  other  provisions  for  ascertaining  the  value  of 
goods  lost  or  damaged.  —  Stevens  vs.  Cunard  S.  S.  Co.,  Ltd.  271 
Fed.  Kept.  306. 
Vessel  Liable  for  Loss  of  Cargo  Due  to  Delay  Resulting  from< 

Unseaworthiness  of  Vessel: 

(District  Court,  E.  D.  Virginia.)  The  Barter  Act  (Comp. 
St  p.  8031)  does  not  relieve  a  shipowner  from  the  obligation 
co  furnish  a  seaworthy  vessel,  nor  can  he  avoid  liability  for 
failure  to  do  so  by  the  exercise  merely  of  due  diligence  to  per- 
form his  obligations  in  that  respect.—  The  Pehr  Ugland.  271  Fed. 
Kept.  340. 

A  ship  loaded  with  coal  at  Norfolk  did  not  proceed  on  her 
voyage  until  more  than  four  months  thereafter,  when,  a  leak 
being  discovered,  she  returned  to  port,  when  it  was  found  that 
the  coal  was  on  fire,  and  it  was  unloaded  with  large  loss.  A 
part  of  the  time  her  detention  was  due  to  a  cause  excepted  in 
the  charter,  but  this  ceased  to  exist  some  six  weeks  before  she 
sailed.  Held,  on  the  evidence,  that  the  fire  was  not  due  to  the 
condition  of  the  coal  when  loaded,  but  to  some  cause  occurring 
during  the  long  delay,  and  that  she  was  liable  for  loss  of  the 
cargo.  —  Ibid. 
Vessel  Liable  to  Charterer  for  Prepaid  Freight  on  Frustration 

of  Voyage: 

Under  the  law  of  the  United  States,  In  the  absence  of  stipu- 
lation to  the  contrary,  a  shipper  may  recover  prepaid  freight 
money  on  failure  to  transport  and  deliver  the  cargo,  regardless 
of  the  reasons  therefor.  —  Ibid. 

A  ship  chartered  to  carry  a  cargo  of  coal  from  a  United 
States  to  a  South  American  port,  which  loaded  the  cargo,  issued 
a  bill  of  lading,  and  was  paid  the  freight  in  advance,  hut  which 
on  proceeding  to  sea  proved  unseaworthy  and  abandoned  the 
voyage,  held  liable  to  the  charterer  for  the  freight  prepaid.  —  Ibid. 
Shipping  Contract  Governed  by  Law  of  Place  of  Performance: 

A  contract  made  in  London  for  the  carriage  by  a  Danish  ship 
of  a  cargo  of  coal  from  Norfolk,  Va.,  to  Buenos  Aires,  under 
which  the  cargo  was  loaded,  bill  of  lading  issued,  and  advance 
freight  paid  at  Norfolk,  and  the  voyage  was  frustrated  in  the 
waters  of  the  United  States,  held  governed  by  the  law  of  the 
United  States.—  Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 

REGULATION    OF    COMMON    CARRIERS 

State  Commission  Cannot,  by  Declaring  a  Retention  of  Juris- 
diction, Defeat  Necessity  of  Notice  in  Subsequent  Proceed- 
ing to  Cancel  an  Order  as  to  Rates: 

(Supreme  Court  of  Kansas.)  The  Public  Utilities  Commis- 
sion cannot,  by  declaring  that  it  retains  jurisdiction  of  a  matter 
in  which  it  makes  a  complete  order  fixing  railroad  freight  rates, 
In  response  to  an  application  pending  before  it,  defeat  the  ne- 
cessity of  giving  the  30  days'  notice  required  by  section  8341 
of  the  General  Statutes  of  1915,  in  a  subsequent  proceeding  in 
the  same  matter  to  cancel  the  order  first  made. — State  ex  rel. 
Hopkins,  Atty-Gen.,  et  al.  vs.  Atchison,  T.  &  S.  P.  Ry.  Co.  et  al 
197  Pac.  Kept.  192. 

Intrastate  Rates  Continued  in  Effect  by  Federal  Transportation 
Act  Until  Thereafter  Changed: 

(District  Court,  E.  D.,  Michigan,  S.  D.)  A  suit  to  enjoin 
enforcement  of  a  state  statute,  on  the  ground  that  it  is  in  conflict 
with  a  valid  federal  statute,  is  based  on  its  unconstitutionality, 
within  the  meaning  of  Judicial  Code,  p.  266  (Comp.  St.,  p.  1243), 
requiring  an  application  for  preliminary  injunction  in  such  cases 
to  be  heard  by  three  judges.— Michigan  Cent.  R.  Co.  vs.  Michigan 
Public  Utilities  Commission  et  al.,  271  Fed.  Rept.  319. 

By  transportation  act  Feb.  28,  1920,  p.  208a,  providing  that 
rates  In  effect  on  Feb.  28,  1920,  shall  continue  in  "force"  until 
thereafter  changed  by  state  or  federal  authority,  respectively,  or 
pursuant  to  authority  of  law,"  It  was  clearly  intended,  that  State 


statutes  or  regulations  fixing  intrastate  rates,  which  were  sus- 
pended during  federal  control,  should  not  automatically  again 
into  effect  on  the  cessation  of  such  control,  but  that,  in  view 
!f  the  recognized  large  increase  in  cost  of  operation  during  such 
control  which  would  render  such  pre-control  rates  confiscatory, 
the  rates  then  in  effect,  both  interstate  and  intrastate,  should 
continue  in  force  until  thereafter  changed  by  competent  author- 
ity to  reasonably  conform  to  changed  conditions.— Ibid. 

Reference  to  committee  reports,  and  to  what  is  said  by  the 
chairman  of  the  committee  in  explaining  the  meaning  of  a  bill,  is 
proper  in  ascertaining  the  meaning  of  the  statute.— Ibid. 

Pub  Acts  Mich.  1919,  No.  382,  prescribing  maximum  pas- 
senger rates,  though  passed  during  federal  control  and  by  its 
terms  to  take  effect  only  on  termination  of  such  control,  held 
not  a  change  of  rates  in  conformity  with  transportation  act 
Feb.  28,  1920,  p.  208a,  providing  that  rates  then  in  effect  should 
remain 'in  force  until  "thereafter  changed."— Ibid. 

Transportation  act  Feb.  28,  1920,  p.  208a,  providing  that 
rates  in  effect  Feb.  29,  1920,  at  the  termination  of  federal  con- 
trol, should  continue  in  force  "until  thereafter  changed  by  state 
or  federal  authority,  respectively,  or  pursuant  to  authority  of 
law,"  as  applied  to  intrastate  rates,  held  valid  as  an  exercise  of 
the  war  powers  of  Congress,  incidental  to  federal  control  of  the 
railroads  and  their  return  to  their  owners  under  vitally  changed 
conditions  during  such  control. — Ibid. 

While  a  bond  will  not  necessarily  be  required  from  a  plaintiff 
who  seeks  an  injunction  to  enforce  the  dominance  of  a  federal 
statute,  yet  such  a  plaintiff  must  undertake  to  submit  to  the  final 
decree  for  refunding  any  excess  payments  it  receives  by  aid 
of  the  injunction. — Ibid. 


Personal  Notes 


W.  E.  Edgar,  the  newly  elected  president  of  the  Waco  Traf- 
fic Club,  is  a  native  of  Western  Pennsylvania.  His  first  work 

on    a    railroad    was    as 
a   section   hand   or.   the 

B.  &  0.,  a  job  he  took 
in   order  to  get  money 
to  go  to  school  in  Pitts- 
burgh.    He  worked  for 
the  Santa  Fe  in  Texas, 
beginning  as   a  stenog- 
rapher  in   the  office  at 
Temple,  and  since  leav- 
ing   the     railroad     has 
been      traffic     manager 
for  the  McLendon  Hard- 
ware Company  at  Waco. 
Mr.     Edgar's     term     in 
office    as    president    of 
the    Waco    Traffic    Club 
is     expected     to     be     a 
successful    one.      Other 
officers,  recently  elected, 
are:       Vice-Presidents, 
John  Clement  and  R.  E. 
L.    Montgomery;    secre- 
tary-treasurer,     Morris 
Wood;  board  of  govern- 
ors, G.  H.  Zimmerman, 

C.  H.     Carringer,    Gus 
Weathered,  Joe  Heyman 
and   Gus   Rosenthal. 

J.  D.  Hashagen,  formerly  traffic  manager  for  the  American 
Glue  Company,  has  been  appointed  traffic  manager  for  the  Nawsco 
Lines,  at  Boston,  succeeding  Jacob  Karcher,  Jr.,  who  died. 


R.  E.  Larmour  has  been  appointed  acting  assistant  freight 
traffic  manager  for  the  Canadian  Pacific  at  Montreal,  in  the 
absence  of  H.  E.  Macdonell,  who  is  ill.  C.  E.  Jefferson  will  re- 
lieve Mr.  Larmour  as  acting  general  freight  agent  at  Montreal, 
and  Mr.  Jefferson's  duties  as  assistant  general  freight  agent  at 
Montreal  will  be  assumed  by  S.  C.  Hurkett,  with  the  title  of 
acting  assistant  general  freight  agent. 

In  the  Traffic  World  for  May  28  it  was  erroneously  stated 
that  William   H.   Luden   was   the   new   traffic   manager   for   the  ; 
Cumberland  Chamber  of  Commerce.     William  R.  Moore  has  re-  ; 
cently  taken  over  that  position.     He  was  formerly  traffic  mana- 
ger for  William  H.  Luden,  manufacturing  confectioner  of  Read- 
ing, Pa. 

L.  H.  Mann  has  been  appointed  general  agent  for  the  Erie 
Railroad  at  Indianapolis,  succeeding  C.  A.  Rouse,  who  has  re- 
signed. 

H.  B.  Tooker,  of  San  Francisco,  traffic  manager  of  the  Nevada 
Northern,  Bingham  and  Garfleld,  Ray  and  Glla  Valley,  and  Sacra- 
mento Valley  and  Eastern,  is  notifying  railroad  and  industrial 
traffic  people  who  might  be  victims  of  the  thieves,  that  his  room 
was  recently  entered  by  robbers  while  he  was  in  New  York  and 
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T>thini;  he  ami  his  wife  hnd  with  them  was  taken.  Including 
their  baggage,  Included  in  ilu>  plunder  were  Mr.  Tookcr'a  rail- 
mad  passes  ami  his  bank  book  and  chock  book,  with  business 
cards  and  correspondence.  He  fears  he  might  be  Impersonated  to 
the  Inconvenience  or  loss  of  his  business  friends. 

G.  S.  Donaldson  has  been  appointed  general  agent  at  Toronto 
fur  i  lie  Chicago  &  North  Western  Railway. 

.1.  Malnes,  formerly  traffic  manager  for  Westlnghouse  Church 

Kerr  &  Co.  and  the  Dwlght  P.  Robinson  Co.,  of  New  YorK,  has 

placed  in  charge  of  the  new  Pittsburgh  office  of  the  Williams 


NOSA  LINE 


Monthly  Suiting!  to  Principal  Ports 

West  Coast,  South  America — Direct  Service 
Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominican  and  Cuban  South  Side  Ports 

For  particulars  apply 

604-1*  Queen  &  Crescent  Bldg.,  New  Orleans.  La. 

New  York  Office:  10  Hanover  St.       Chicago  Office:  646  Marquette  Bldg. 
Cable  Address:  "Orleanship" 


Ne*v  Orleans  *&. 
South    American  S.S.  Co. 

INCORPORATED 


NEW  ORLEANS-EUROPE 


Corunna,  Plymouth,  Bologne  S/M 

and  Amsterdam  via  Vera  Cruz  and 

Havana 

Sailing  from  New  Orleans 

S.  S.  Frisia ...June  23rd 

S.  S.  Zcelandia July  8th 

S.  S.  Hollandia August  5th 

First,  second  and  third  class 

Sailings  every  three  weeks  there- 
after.   Sailings  subject  to  change 

without  notice. 

For  further  particulars  apply  to 

THE  STEELE  STEAMSHIP 
LINE,  INC.,  Agents, 

(30  Common  Strut,      New  Orleans,  La. 


Steam-hip  Company  of  NVw  York,  wlih  Jnrlmli. -Mon  ov^r  wentern 
IVim.s.vlv.-mlii.  oiiln.   \\VKI   VlrKinln.  Kentucky  and   Indiana. 

W.  R.  Davlg  ban  bri-n  appointed  clnlm  an«-nt  far  tin-  HulTalo. 
Uoch.'Kter   *    !>IU«burKli    Hallway    at    RnrhiMit-r.      Thx    position* 
of  dlRtrlit  cliilm  aKcnln  for  that  road  at  Rant  Halamam-a. 
and  I)u  Hoi*.,  Pa.,  have  t>«-en  dliiconilnued. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  8  pea  kern  at  the  evening  meeting  of  the  Traffic  Club  of 
Oshkosh.  June  8,  were  J.  M.  Davis,  assistant  general  freight  agent, 
and  N.  P.  Thurber,  division  •uperlnl.'mlmt  i,r  the  rhl<iu 
waukee  *  St.  Paul.    June  22  will  be  "expreiw  night"  at  the  .  lnt> 


Pacific  —  Caribbean  — 
Gulf  Line 

(Swayn*  and  Hoyt,  Inc.,  Ownara) 

Steel  Steamers 
DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 
GALVESTON 

and 

San  Francisco,  Los  Angeles  Harbor, 
Portland,  Tacoma  and  Seattle 

Via  Panama  Canal 

A  STEAMER,  Sailing  from  New  Orleans  late  June,  early  July 
S.S.   IRIS,  Sailing  from  New  Orleans  late  July 
S.S.  LAKE  GUNNI,  Sailing  from  New  Orleans  early  August 
Sailing  from  Galveston  early  August 


Ratsi 


1,  b««tm[i  and  oth.i  inf»rmati*n  furnilhtd  Dp*n  aBplkalMi 


THE  STEELE  STEAMSHIP  LINE,  Incorporated 

630  Common  St.,  New  Orleans,  La. 


2102  Strand 
Galveston,  Teras 


OFFICES  ALSO  AT 

50  Broad  Street 
Tezaa  City        New  York  City 


430  Sansome  Street 
San  Francisco,  Calif. 


R.  B.  YOUNQ,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go. 

312-314-311  WILLIAMSON  STREET          P.  0.  Box  985 

General      Storage  —  Re-Consigning  —  Distributing,       Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  Houae 
Broker* — Track    Connections    with    all     Railroads    and    Steamship 
Dock* — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Wart houcemen'i  Association. 
Phon.  No    4883  SAVANNAH,    GA. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every   Description — City  Delivery  Service  and  Carload 
Distributors 

PORTLAND,      OREGON 

OREGON  TRANSFER  COMPANY 

Established  In  186* 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

No  switching  ch«rf»  on  carload  shipments* 


SEATTLE  TRANSFER  CO. 


123  Jackson  St. 


Seattle,  Wash. 


Quick  Distribution  of  all  Pool  Cars 
100,000  so,,  ft.  of  warehouse  space 
Warehouse-men  and  forwarders. 


ROCHESTER.  NEW  YORK 

General   Storage       Forwarding       Carload   Dlrtrlbutio* 

Kxcellxnt  facilities  for  reshlpplns;  without  cartaff*.  ln«ir(ux><  -vl 
IS  cants.  Member*  of  Amertcaui  WarehouMmra'a  aVsaoelotia*.  «j> 
Amcrlcavn  Chain  of  Warehouses. 

Write  for  panlrulan 
B.    M.   A    P.    WAREHOUSE.    Inc.  KINO    AND    MAPLJI    »T« 

EL  PASO, TEXAS 

GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200.0M  S*.  Ft  HOOT  Spat«  — 
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Thirty-flve  American  Express  Company  employes  and  their  offi- 
cials will  be  present. 


Grande-Western  Pacific,  and  C.  B.  Sexton,  Northern  Pacific.   Both 
are  now  located  at  New  York. 


George  H.  Ingalls,  vice-president  of  the  New  York  Central, 
was  the  principal  speaker  at  the  second  quartely  meeting  of  the 
Traffic  Club  of  Troy,  held  at  the  Hotel  Rensselaer,  May  24.  Mr. 
Ingalls  said  that  co-operation  between  all  the  traffic  clubs  of  the 
country  and  the  railroads  would  do  much  to  put  the  transporta- 
tion industry  back  on  its  feet.  Among  the  other  speakers  were 
Col.  Ransom  H.  Gillet,  of  the  Army,  G.  C.  Woodruff,  general 
freight  agent,  T.  W.  Evans,  assistant  general  manager,  and  John 
J.  Conklin,  assistant  to  the  freight  claim  agent,  all  of  the  New 
York  Central. 


W.  W.  Massie  was  the  speaker  at  the  noon-day  luncheon  of 
the  Traffic  Club  of  Fort  Worth,  held  on  June  1,  at  the  Metro- 
politan Hotel. 


At  a  recent  meeting  of  the  Traffic  Managers'  Club  of  the 
Brooklyn  Chamber  of  Commerce,  Robert  Stewart,  U.  S.  N.,  retired, 
spoke  on  "Labor  in  the  War."  He  criticized  organized  labor  for 
"trying  to  tie  up  the  movement  of  men  and  supplies  by  means 
of  a  strike"  during  one  of  the  most  critical  periods  in  our  history. 

The  regular  monthly  meeting  of  the  New  York  Traffic  Club 
took  place  on  June  9,  after  which  an  adjournment  was  taken 
until  October.  This  meeting  was  devoted  to  a  review  of  the  work 
done  during  the  first  half  of  the  current  year.  Members  of  the 
club  will  be  the  guests  of  the  Baltimore  Traffic  Club  at  the  Im- 
port and  Export  Exhibition  in  Baltimore,  July  16. 

The  activities  of  the  Traffic  Club  of  New  England  for  the 
first  half  of  the  year  will  close  after  the  meeting  of  June  15, 
which  will  be  held  at  the  Copley-Plaza,  Boston.  Frank  S.  Davis, 
manager  of  the  Maritime  Association,  will  speak  on  the  work  and 
objects  of  his  organization,  and  Joseph  F.  Lockett  will  speak  on 
the  "High  and  Low  Spots  in  Tariff  Legislation." 

The  first  meeting  of  the  New  York  University  Transporta- 
tion Club  was  held  in  the  Wall  Street  Division  of  the  University 
June  2     The  meeting  was  addressed  by  J.  H.  Butler,  manager  of 
the  loss  and  damage  department  of  the  American  Railway  Ex- 
Company,  on  the  right  way  movement  and   some  of  the 
t  has  accomplished.     Prof.  A.  J.  DeHaas  of  New  York 
University  spoke  on  "The  Relation  of  Foreign  Trade  to  American 
Transportation,"  and  H.  T.  Young,  general  agent  of  the  freight 
department  of  the  Erie  Railroad,  spoke  on  "The  Development  of 
age  Car  Service."     The  Transportation  Club,  which  is  under 
leadership  of  Asa  Colton,  lecturer  on  trade  and  transporta- 
tion in   the  university,  has  been  organized    for    the  purpose  of 
those  who  are  or  have  been  connected  with  New  York 
>ity  to  keep  closely  in  touch  with  all   phases  of  foreign 
and  domestic  transportation 


The  Transportation  Outing  Club  of  New  York  held  its  annual 

ting  at  the  Crescent  Athletic  Club,  Bay  Ridge,  Long  Island 

A  number  of  new  general  eastern  agents  were  initiated 

lembers.     These    included    J.  E.  Courtney,    Denver    &    Rio 

POSITIONS  WANTED  OR  OPEN 
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«  point  tvM-  niv.hi    V    ^i™    and    abbrevlatlong    counted    as    woi*r 
advance,i     An»»?«  to  keyed  advertisement. 
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Salle  streets.  Chicago    III 


The  Maine  State  Chamber  of  Commerce  and  Agricultural 
League  held  a  transportation  meeting,  June  9,  at  the  city  hall, 
Augusta.  Among  the  addresses  were  the  following:  "Railroad 
Transportation,"  by  Ivy  L.  Lee,  vice-president,  Pennsylvania 
System;  "Maritime  Transportation,"  F.  S.  Davis,  chairman,  Mari- 
time Association,  Boston;  "Development  of  Maine  Steamship 
Lines,"  John  D.  Hashagen,  traffic  manager,  North  Atlantic  & 
Western  Steamship  Company;  "Industrial  Transportation,"  Judge 
Benjamin  F.  Cleaves,  executive  secretary,  Maine  Associated  In- 
dustries. 


At  the  regular  meeting  of  the  Pittsburgh  Unit  of  the  Traffic 
Group  of  the  National  Retail  Dry  Goods  Association,  held  in  the 
General  Forbes  Hotel,  June  8,  D.  G.  Hood,  general  agent  for  the 
Pittsburgh  &  Lake  Erie,  spoke  on  improved  methods  of  handling 
less-carload  freight  and  asked  co-operation  on  the  part  of  the 
shippers  in  efforts  to  reduce  loss  and  damage  claims. 


LIVE  STOCK  RATES  IN  WESTERN 
DISTRICT 

An  attempt  is  being  made  by  various  live  stock  interests 
in  the  West  to  have  the  increases  in  the  rates  on  live  stock 
in  the  western  district,  which  resulted  from  the  Commission's 
order  in  Ex  Parte  74,  cancelled.  Hearings  on  two  of  these  cases 
were  begun  before  Examiner  William  A.  Disque  in  Chicago, 
June  6. 

The  main  case,  upon  which  a  hearing  was  recently  held  in 
Denver,  at  which  time  the  southwestern  cattle  and  sheep  raisers 
were  heard,  is  No.  12146,  National  Live  Stock  Shippers'  League 
et  al.  vs.  A.  T.  &  S.  F.  et  al.  The  allegations  in  the  complaint, 
which  was  drawn  up  by  Judge  S.  H.  Cowan,  name  the  rates  on 
live  stock  in  the  western  district  as'  unjust,  unreasonable  and 
discriminatory  because  of  the  advances  under  Ex  Parte  74. 
While  the  complaint  specifically  asks  for  reasonable  and  just 
rates  to  be  made  by  reducing  the  increased  rates  30  per  cent 
in  the  western  group  and  20  per  cent  in  the  mountain-Pacific 
group,  the  general  tone  of  the  testimony  put  in  by  the  com- 
plainants was  to  the  effect  that  the  Commission  should  prescribe 
rates  on  live  stock  in  the  region  involved  no  higher  than  the 
rates  of  June  24,  1918.  This  would  indicate  that  the  live  stock 
people  in  the  West,  besides  desiring  a  cancellation  of  the  Ex 
Parte  74  increases,  would  like  to  have  those  granted  under  Gen- 
eral Order  28  removed. 

The  burden  of  the  complainant's  case  seemed  to  be  an  effort 
to  show  that  live  stock  raisers  cannot  remain  in  business  under 
present  freight  rates.  Most  of  them,  according  to  the  witnesses, 
are  losing  money  heavily  and  will  soon  be  bankrupt.  Not  a  great 
deal  was  said  by  the  Live  Stock  Shippers'  League  as  to  the 
measure  of  the  rate,  although  Judge  Cowen  made  the  statement 
that  he  expected  to  show  that  it  did  not  "cost  the  railroads  one 
cent  more,  on  a  basis  of  net  ton-miles,  to  haul  live  stock  than  it 
did  to  haul  any  other  kind  of  freight." 

The  defendant  roads,  led  by  Attorney  Kenneth  F.  Burgis  of 
the  Burlington,  expect  to  show  the  Commission  that  the  rates 
are  reasonable  per  se  and  that  the  increases  awarded  under 
the  two  advances  were,  if  anything,  inadequate. 

In  No.  12268,  Board  of  Railroad  Commissioners  of  South 
Dakota  vs.  C.  &  N.  W.  et  al.,  a  similar  complaint  is  made, 
though  in  that  case  a  great  many  specific  rates  are  attacked. 
Reasonable  rules,  regulations,  classifications  and  weights  on  live 
stock  are  also  asked.  Because  of  differing  issues,  the  com- 
plainants asked  that  their  case  be  heard  separately,  which  re- 
quest was  granted.  The  carriers,  however,  put  in  their  defense 
in  both  cases  jointly. 


INTERCHANGEABLE  MILEAGE  TICKETS 
Representative  Jacoway  has  introduced  a  bill  (H.  R.  6744), 
amending  for  a  period  of  one  year  section  22  of  the  interstate 
commerce  act  so  that  railroads  would  be  required  to  issue  inter- 
changeable, non-transferable  two-thousand-mile  tickets  at  2 Ms 
cents  a  mile,  without  regard  as  to  whether  the  points  of  origin 
and  destination  for  any  single  journey  are  within  the  same 
state.  The  Commission  would  be  authorized  to  make  such  neces- 
sary regulations  as  deemed  necessary  for  the  enforcement  of 
the  act. 


C.  T.  H.  &  S.  E.   NOTES  AND   BONDS 

The  Chicago,  Terre  Haute  &  Southeastern  Railway  Company 
has  been  authorized  by  the  Commission,  under  an  order  in 
finance  docket  No.  1402,  to  issue  $837,000  of  7  per  cent  promis- 
sory notes,  payable  serially  from  October  1,  1921,  to  October  1, 
1925,  to  refund  the  amount  remaining  unpaid  of  the  company's 
7  per  cent  demand  notes  now  outstanding,  and  to  pledge  as  col- 
ateral  security  for  said  notes  all  or  part  of  its  first  and  refund- 
s'™J?a52  5  per  cent  gold  bonds  in  the  aggregate  amount  of 
$1,480,000.  The  proceeds  of  the  outstanding  notes  were  used  for 
new  equipment  and  for  the  construction  of  additional  main  and 
other  tracks  and  facilities. 
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Do  You  Get  Proper  Port  Service? 

i 

—Are  your  exports  and  imports  handled  by  some  one  who  protects  your  interests? 
—Does  your  port  exercise  all  precautions  to  render  efficient  service  and  protect  you  against  loss 
on  your  shipments? 

—Does  your  port  give  you  the  co-operation  your  business  merits  by  performing  personal  service? 

The  Port  of  Galveston 

does  all  these  things  and  in  addition  maintains  the  most  efficient  water  terminals  in  the 
United  States. 

It  has  equal  or  lower  rates  from  and  to  all  points  shown  in  the  accompanying  map  than  any  other 
gulf  port. 

It  holds  the  record  for  prompt  release  of  equipment  and  quick  turn  around  of  ships. 

The  port  is  served  by  four  trunk  lines,  the  Santa  Fe,  Southern  Pacific,  I.  &  G.  N.  and  the 
M.  K.  &  T. 

One  line  service  to  Chicago,  St.  Louis,  Kansas  City,  Denver,  California,  Oklahoma,  Kansas,  Ari- 
zona, New  Mexico,  Texas  and  Louisiana.  Four  days  from  Kansas  City,  five  days  from  St.  Louis, 
seven  from  Chicago  and  seven  from  the  Minneapolis-St.  Paul  district. 

A  shipment  of  Grain  from  Kansas  City  on  May  20th  was  unloaded  at  Elevators  in  Galveston  on 
May  24th.  This  is  another  example  of  the  excellent  transportation  service  from  the  Middle  West  to 
Galveston. 

For  further  information,  rates,  data,  etc.,  address 

Traffic  Department  GALVESTON  COMMERCIAL  ASSOCIATION 

Galveston,  Texas 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law.  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practicaj  traffic 
problems.  We  do  not  <" 
help  him  in  his  work. 

authorities  «n  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  ae-we  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served  to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated 

Address  Questions  and  Answers  Department. 
TrmnV  Banrtca  Corporation,  Colorado  Building,  Washington,  D.  C. 


:  will  answer  questions  relating  to  practical  traffic 
lot  desire  to  take  the  place  of  the  traffic  man  but  to 
•k.  Pel  sons  desiring  immediate  answer  by  mail  or 
rate  treatment  of  any  question— by  the  citation  of 


Carrier's  Liability  for  Delayed  Shipment 
New  York. — Question:  There  was  forwarded  some  ten  bales 
cotton  goods  from  a  point  in  the  South  to  a  New  England  ter: 
ritory  about  the  end  of  March.  At  the  time  these  goods  were 
tendered  to  the  carrier  no  mention  was  made  of  any  embargoes 
existing  then  and  the  bill  of  lading  was  issued  without  any  such 
notation.  The  shipment,  however,  did  not  arrive  at  destination 
until  September  3,  during  which  time  the  market  price  on  this 
commodity  had  declined  considerably.  Claim  was  filed  with  the 
carrier  for  difference  in  market  price.  They  have  returned  the 
papers  with  the  following  notation,  declining  liability: 

I  acknowledge  receipt  of  your  letter  of  the  9th  in  regard  to  this 

claim  ami    beg  to  advise   that   there   was  no  delay   whatever   on   this 

uhlpment  on  our  line,  and  we  do  not  admit  any  liability,   and  under 

n  20  of  the  Interstate  Commerce  Act,  as  amended  March  1,  1920. 

ibllity  of  carriers  for  loss  or  damage  to  property,  as  I 

understand  It.  there  Is  no  liability  with  carriers. 

We  fail  to  see  where  there  is  any  mention  made  in  section 
20  as  amended,  exempting  carriers  from  liability  when  there  is 
evidence  of  negligent  delay  in  delivery. 

Answer:  For  unreasonable  delay  in  the  transportation  of 
nearly  all  classes  of  goods  a  shipper  is  entitled  to  recover  the. 
difference  between  the  market  value  of  the  goods  at  the  time 
and  place  at  which  delivery  should  have  been  made  and  their 
market  value  when  delivery  was  actually  made,  and,  in  the  ab- 
sence of  an  express  contract  stipulating  the  time  within  which 
the  carrier  is  to  transport  and  deliver  goods,  the  law  implies  a 
promise  to  do  so  within  a  reasonable  time.  Where  the  delay 
In  the  shipment  Is  prolonged  beyond  the  time  within  which  a 
like  shipment  Is  usually  transported  between  the  point  of  ship- 
ment and  the  point  of  delivery,  the  burden  is  cast  on  the  carrier 
to  explain  such  delay  and  to  show  that  it  did  not  result  from 
Its  negligence  or  the  negligence  of  its  connecting  carriers.  Fail- 
Ing  to  show  such  excuse,  a  carrier  is  liable  for  damage  resulting 
from  delay. 

Whether  a  delay  is  unreasonable  and  whether  damage  re- 
sulted therefrom  are  questions  for  the  jury  under  the  circum- 
stances of  each  particular  case. 

Application   of   Rates   in   G.   C.   Ransom's  Tariff   No.   13,   I.  C.  C. 

No.  11 

Illinois. — Question:  The  alternative  routing  clause  shown 
on  page  259  of  the  above  named  tariff  reads  as  follows: 

The  routing  shown  in  the  tariff  must  lie  strictly  observed,  hut  if 
from  any  cause  shipments  are  srnt  via  other  junction  points,  but  over 
lines  of  carrier  parties  hereto,  the  rate  published  herein  shall  apply. 

Sault  Ste.  Marie.  Ont.,  is  shown  in  this  tariff  as  being  located 
on  the  Canadian  Pacific  Railway,  who  concur  in  said  issue  as 
an  originating  carrier;  and  on  page  376  thereof,  opposite  Route 
No.  5.  are  shown  the  specific  junction  points  via  which  the  traffic 
should  move  when  for  delivery  to  any  point  of  destination  shown 
In  the  tariff. 

A  shipper  tenders  to  the  Canadian  Pacific  Railway  at  Sault 
Ste.  Marie,  Ont,  a  consignment  subject  to  the  uniform  bill  of 
lading,  for  which  ratings  are  provided  for  in  the  Official  Clas- 
sification No.  46,  with  specific  routing  via  C.  P.,  D.  S.  S.  &  A., 
and  M.  C.  railroads,  which  has  the  effect  that  shipment  moves 
via  junction  points  of  the  C.  P.  Railway,  other  than  those  shown 
opposite  Route  No.  5,  on  page  376  of  the  tariff  in  question,  but 
over  lines  parties  to  said  tariff  concurring  as  initial,  intermediate 
and  delivery  lines,  respectively.  Is  the  shipment  subject  to  the 
combination  of  local  rates  via  the  route  over  which  it  moves? 
If  so.  what  la  the  authority  for  applying  such  combination?  Is 
not  the  through  class  rate  applicable  via  any  route  made  up  of 
carriers  parties  to  the  tariff  named? 

If  the  combination  rates  can  be  applied  in  lieu  of  the  through 

class  rates  named  in  G.  C.  Ransom's  Tariff  No.  13,  CRC-44,  I.  C. 

'.  11,  then  why  is  the  alternative  clause  incorporated  therein 

and  for  what  purpose?    If  it  is  to  cover  carrier's  misrouting 

n  why  Is  not  the  rule  confined  to  such  application  Instead  of 
reading:  "If  from  any  cause?" 

The  purpose  of  this  communication  is  to  obtain  from  you 

interpretation  of  the  alternative  routing  clause,  as  we  are  In 
doubt  as  to  Its  correct  application. 

Answer:     While  It  may  have  been  the  intention  of  the  car- 


riers to  reserve  to  themselves  the  right  of  alternative  routing, 
such  intention  is  not  expressed  in  the  language  of  the  rule.  The 
Commission,  in  a  recent  case,  said:  "It  is  a  well  established 
rule  that  tariffs  are  to  be  construed  according  to  their  terms, 
and  the  intention  of  the  framers  is  not  controlling.  Their  pro- 
visions should  be  so  clearly  stated  as  to  avoid  misinterpretation 
or  misunderstanding."  Wood-Curtis  Co.  vs.  S.  P.  Ry.,  56  I.  C.  C. 
344,  346.  In  view  of  the  foregoing  ruling  we  are  of  the  opinion 
that  the  carrier  must  apply  to  the  shipment  in  question  the  rate 
applicable  via  Route  No.  5. 

Minimum   Charge   for   Long   or   Bulky  Articles   Applicable   When 
Articles  Are  Loaded  in  Flat  Cars 

New  York. — Question:  Our  factory  received  a  shipment  con- 
sisting of  one  hand  push  traveling  crane  with  parts,  weighing 
2,109  pounds,  billed  as  4,000  pounds  at  first  class  rate  as  per 
Consolidated  Classification  No.  1,  page  9,  rule  29,  section  No.  3 
which  provides  that  on  articles  too  bulky  or  too  long  to  be  loaded 
in  side-door  car,  that  require  the  use  of  an  end-door  car,  to  be 
billed  at  4,000  pounds  and  first  class  rate. 

A  claim  has  been  filed  for  an  overcharge  based  upon  weight 
and  rate.  We  claim  shipment  should  have  been  billed  at  the 
actual  weight  and  at  second  class  rate,  due  to  the  fact  that  no 
end-door  car  was  used.  The  shipment  moved  from  point  of 
origin  to  point  of  destination  in  a  40-foot  gondola.  The  trans- 
portation company,  however,  maintain  that  the  type  of  car  used 
does  not  in  any  way  affect  the  charges  and  that  their  rate  and 
weight,  as  applied,  is  correct.  We,  however,  do  not  believe  that 
we  should  pay  for  a  class  of  service  not  rendered. 

Will  you  kindly  advise  whether  or  not  the  charges  as  ren- 
dered by  the  transportation  company  in  this  particular  instance 
were  correct?  If  their  charges  were  not  correct,  will  you  kindly 
quote  us  authority  upon  which  our  claim  may  be  collected? 

Answer:  As  we  read  section  3-A  of  rule  29,  a  carrier  may 
properly  assess  the  minimum  charge  of  4,000  pounds  at  the  first 
class  rate  on  a  shipment  which  contains  articles  which  do  not 
permit  of  being  loaded  through  the  center  side  door  of  a  car  of 
the  dimensions  specified  therein,  when  such  articles  are  trans- 
ported on  a  flat  car.  The  purpose  of  the  rule  is  to,  by  a  mini- 
mum charge,  compensate  the  carrier  for  the  extra  service  in- 
volved in  loading  and  transporting  such  articles,  whether  loaded 
in  box  cars  or  on  open  cars.  See  the  Commission's  opinion  in 
"In  the  Matter  of  Minimum  Charges  on  Articles  Too  Long  or  Too 
Bulky  to  Be  Loaded  Through  the  Side  Door  of  Box  Cars,"  33 
I.  C.  C.  373,  and  38  I.  C.  C.  257. 

Defect  in  Car  Furnished  by  Shipper 

Florida. — Question:  Kindly  advise  your  opinion  as  to  lia- 
bility of  transportation  company  on  following: 

There  was  shipped  car  of  onions  from  a  point  in  Kansas  to 
a  point  in  Florida.  Order  for  stock  car  was  placed  and  received 
and  upon  receipt  of  same  car  was  found  to  have  defective  roof 
and,  upon  protest,  shipper  was  advised  that  no  other  car  was 
available.  Therefore,  shipper  attempted  to  condition  same  to 
best  advantage  and  papered  the  roof  with  tar  paper.  When 
lading  was  signed  agent  at  point  of  origin  inserted  in  the  bill 
of  lading  the  following  clause:  "Car  roof  coopered  papered  by 
shipper."  This  car  arrived  at  destination  and  consignee  was 
notified  of  its  arrival  and  placed  order  for  delivery  to  warehouse, 
but,  through  delay  in  yard  office,  car  was  not  placed  for  several 
days,  although  consignee  made  several  requests  upon  agent  for 
prompt  delivery.  When  the  car  finally  was  placed  and  contents 
inspected  by  both  consignee  and  agent's  representative  the  onions 
were  found  to  be  in  bad  condition,  caused  by  water  leaking 
through  roof  and  heated  conditions  same  were  in.  Consignee 
was  notified  to  condition  same  to  best  advantage  and  file  claim, 
which  was  done.  It  is  very  evident  that  greatest  loss  was  sus- 
tained at  point  of  delivery  when  car  was  held  in  yards,  during 
which  time  it  rained,  followed  by  sultry  weather.  Carriers  claim 
that  there  is  no  liability  with  them,  as  shipper  elected  to  use 
car  that  was  plainly  defective.  If  you  know  of  a  similar  incident 
which  the  courts  have  ruled  upon  we  would  thank  you  for  this 
information. 

Answer:  The  duty  of  furnishing  suitable  vehicles  rests  upon 
the  carrier  and  not  upon  the  shipper,  and  the  failure  to  discharge 
this  duty  is  negligence,  from  the  consequences  of  which  the 
carrier  is  not  permitted  to  free  himself  by  imposing  upon  the 
shipper  the  duty  of  selecting  vehicles  which  are  suitable.  But 
if  the  shipper  freely  and  voluntarily  chooses  not  to  rely  upon 
this  absolute  duty  of  the  carrier  to  furnish  suitable  vehicles,  and 
takes  upon  himself,  for  a  sufficient  consideration,  in  the  form 
of  a  reduced  rate  or  otherwise,  the  duty  of  selecting  vehicles 
which  are  suitable  for  the  goods  he  intends  to  have  carried,  he 
cannot  hold  the  carrier  liable  for  injuries  arising  from  such  pat- 
ent defects  as  he  ought  to  have  discovered  in  his  examination 
of  the  vehicle.— Hutchinscn  on  Carriers  3d  edition,  vol.  2,  sec. 
509. 

Shipper's  Load  and  Count 

Illinois. — Question:  In  your  answer  to  "Virginia"  in  The 
Traffic  World  of  October  23  you  state  that  carriers  have  been 
held  liable  for  loss  in  transit  from  cars  moving  under  a  clear 
seal  record  when  receipting  for  amount  loaded  at  original  point 
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No  More 

Lost  Shipments 

STOP  your  lost  ship- 
ments; show  con- 
signees your  goods  will 
always  come  through. 
Do  it  with  Duo-Safety 
Shipping  Tags. 
Big  shippers  of  the 
country  have  adopted 
these  tags.  As  a  result 
they  have  no  more  lost 
shipments. 

DUO-SAFETY 
SHIPPING  TAG 

The  Tag  with  the  Safety 
Identification  Stub 

See  the  illustration.  The  stub  always  stays  with  the  ship- 
ment and  carries  your  return  address.  If  the  tag  is  destroyed 
or  mutilated,  the  carrier  merely  notifies  you.  asking  for 
shipping  instructions  and  the  goods  go  forward  promptly. 

We  alto  make  coupon  tag*,  work  tag*  and  tag*  for  every  purpose. 

Main  Office  and  Factory:     Chicago,  Illinois,  U.  S.  A. 
New  York  City  SALES  OFFICES  Los  Angeles.  C.I. 

Si.  Louis,  Mo.  Kansas  City,  Mo.  Boston,  Mass.  Cleveland,  Ohio 

Denver,  Colo.  Detroit,  Mich.  Rochester,  N.  Y.          Milwaukee,  Wis. 

INTERNATIONAI/IAG  (Q« 

TAG  SERVICE 


North  China  Line 


(Columbia  Pacific  Shipping  Company) 

OF 

PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,   Tientsin    (Taku   Bar), 

Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama  and  Kobe 

Sailing*  Every  Twenty-one  Days  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  fl.»  A-1  Steel  Steamers) 

SS  "WEST  KADER"  June  87 

SS  "WEST  KEATS"  July  18 

SS  "WEST  NIVARIA"          August  8 

Transhipment  at  Shanghai   to   American    River  .steamers   for 

Nanking,    Pukow,    Hankow    anil     other     open 

Yangtse   River   ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 

Sudden  &  Christenson 

General  Eastern  Agent* 

44  Whitehall  St.,  New  York  City 
or 

Columbia  Pacific  Shipping  Company 

General  Officra 

tf 

Board  of  Trade  Building:,  Portland,  Oregon 


PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  monthly  service,  Mobile,  Pensacola 
or  Gulfport  to  Antwerp,  Ghent,  Rotterdam, 
Amsterdam  and  French  Atlantic  ports. 

Mobile/West  African  ports,  via  Azores, 
Madeira  Islands  and  Canary  Islands. 

Regular  service,  Mobile  to  all  United  States 
Pacific  Coast  ports. 


St.  Louis  Office: 
1217  Pierce  Building 

IRVING  H.  HELLER,  Manager 


Birmingham  Office: 
424-425  Chamber  of  Commerce  Bldg. 

GEORGE  C.  MCLAUGHLIN,  Manager 


1270 


THE    TRAFFIC     WORLD 


Vol.  XXVII,  No.  24 


of  shipment  on  the  bill  of  lading.  Would  this  hold  true,  in  a 
case  of  a  commodity  loaded  In  sacks  on  which  the  carriers  had 
placed  a  notation  "shipper's  load  and  count"  on  the  bill  of  lading 


.,0^.r:  Our  answer  to  "Virginia"  in  the  October  23  1920, 
Issue  does  not  cover  a  shipment  moving  on  a  "shipper  s  load  and 
count"  bill  of  lading,  the  defense  being  that  the  car  moved  under 

As  we  stated  in  our  answer,  where  the  owner  shows  by  sat- 
isfactory evidence  that  a  certain  quantity  of  goods  was  loaded 
at  shipping  point  and  that  a  lesser  quantity  was  received  at 
destination  point,  the  carrier  is  prima  facie  liable  for  the  dif- 
ference and  the  burden  is  upon  the  carrier  of  proving  that  1 
shipper  did  not,  in  fact,  load  the  quantity  alleged.  This  is  the 
rule  which  applies  to  shipments  made  on  bill  of  lading  which 
does  not  contain  a  "shipper's  load  and  count"  notation. 

The  effect  of  the  "shipper's  load  and  count"  notation  is  to 
shift  the  burden  of  proof,  that  is,  the  shipper  must  affirmatively 
show  his  damage.  See  the  case  of  the  Produce  Traders'  Co.  vs. 
Norfolk  Southern  R.  Co.,  100  S.  E.  317. 

Routing— Carrier  Not  Liable  for  Misrouting  in  Not  Turning  Ship- 
ment Over  to  Intermediate  Carrier 

Kentucky.— Question:  We  have  made  several  carload  ship- 
ments of  green  salted  hides  from  Denver,  Colo.,  to  Louisville, 
Ky.  No  through  rates  are  published,  Missouri  River  combina- 
tion making  the  lowest  rate.  From  Missouri  River  to  Louisville, 
through  rates  are  published,  the  rates  via  C.  &  A.  or  Wabash 
being  lower  than  via  other  lines. 

The  originating  line  at  Denver  has  Its  own  rails  from  Den- 
ver to  St.  Louis.  The  only  routing  shown  in  bills  of  lading  were 
"St.  Louis  and  L.  &  N."  We  filed  claim  on  basis  of  Missouri 
River  combination,  using  the  lower  rate  applicable  via  the  C.  & 
A  or  Wabash,  contending  that  as  the  shipments  were  unrouted 
west  of  the  Mississippi  River,  the  initial  carrier  should  have 
delivered  the  shipments  to  the  C.  &  A.  or  Wabash  at  Kansas 
City,  instead  of  hauling  via  their  own  lines  to  St.  Louis  at  a 
higher  rate.  They  decline  to  assume  responsibility  for  mis- 
routing,  contending,  in  view  of  the  fact  that  shipments  were 
routed  L.  &  N.  at  St.  Louis  with  no  intermediate  routing,  it  was 
only  incumbent  on  them  to  deliver  to  the  L.  &  N.  direct. 

Answer:  The  Commission  has  held,  in  several  cases,  that 
the  Initial  carrier  is  not  guilty  of  misrouting  in  failing  to  turn  a 
shipment  over  to  a  third  and  intervening  carrier  when  the  ship- 
per specifies  routing  via  a  carrier  which,  in  connection  with  ini- 
tial carrier,  forms  a  through  route  from  origin  to  destination. 
(Sre  Stebbins  vs.  D.  L.  &  W.  R.  R.,  42  I.  C.  C.  150,  and  McCaull- 
Dinsmore  Co.  vs.  C.  B.  &  Q.,  48  I.  C.  C.  508.) 

Interest  on  Loss  and  Damage  Claims 

Tennessee — Question:  About  a  year  ago  we  shipped  a  car 
of  cottonseed  meal  to  an  eastern  destination  and  covered  the 
movement  with  a  shipper's  order  lading.  On  arrival  of  the  car 
in  the  east,  it  was  delivered  to  the  consignee  without  surrender 
of  the  original  lading  and,  through  a  series  of  circumstances,  we 
were  forced  to  file  claim  for  the  value  of  the  material.  Our 
claim  was  held  in  suspense  for  over  a  year,  but  was  finally  paid. 
In  addition  to  the  invoice  value  our  claim  was  drawn  to  include 
Interest  from  a  reasonable  time  of  settlement  to  payment  of 
the  claim. 

Our  eastern  railroad  friends  have  declined  to  accept  any  re- 
sponsibility for  this  interest  and  we  would  like  to  have  some 
advice  as  to  our  rights  in  the  premises. 

Answer:  While  the  decided  weight  of  authority  is  to  the 
effect  that  a  plaintiff  recovering  judgment  for  loss  of  or  injury 
to  goods  is  entitled  to  interest  thereon,  the  carriers,  as  a  rule, 
will  not  pay  interest  on  loss  and  damage  claims  except  under 
a  judgment  of  a  court.  Therefore,  in  order  to  recover  interest 
on  loss  and  damage  claims  a  shipper  must  necessarily  bring 
suit  on  his  claim,  as  the  Commission  has  no  jurisdiction  over 
the  payment  of  claims  for  loss,  damage  or  delay. 
Liability  of  Carrier  as  Warehouseman 

Michigan. — Question:  What  is  carrier's  liability  in  case 
goods  are  destroyed  by  fire  after  being  in  house  past  the  48- 
hour  limit,  consignee  having  been  promptly  notified  of  arrival? 
Answer:  •  A  carrier  which  has  carried  property  for  hire,  and 
is  keeping  it  for  a  reasonable  time  in  its  warehouse  at  point 
of  destination  until  It  shall  be  called  for,  Is  a  bailee  for  hire; 
as  such  it  is  liable  only  for  a  want  of  ordinary  care  in  the  cus- 
tody of  the  goods,  and  the  care  exercised  should  be  in  propor- 
tion to  the  loss  likely  to  be  sustained  by  want  of  such  care. 
A  carrier  as  warehouseman  is  liable  for  the  loss  or  destruction 
of  goods  caused  by  its  negligence.  In  the  absence  of  negligence 
on  Its  part  a  carrier  is  not  liable  for  damage  caused  to  the 
goods  by  storm  or  for  their  loss  by  theft  or  fire.  A  carrier  in 
lt«  capacity  as  warehouseman  is  liable  only  for  the  ordinary 
and  proximate  consequences  of  its  faults. 

In  order  to  hold  the  carrier  liable  as  a  warehouseman,  it 
In  necessary  for  the  owner  of  the  goods  to  prove  negligence  on 
tin-  part  of  the  carrier. 

Claims  for  Reparation — Time  Within  Which  to  File 
Tennessee-Virginia.— Questjon:  Under  provisions  of  the  Rail- 


road Administration  Accounting  Circular  157-B,  can  a  formal  or 
informal  complaint  involving  a  waiver  of  collection  of  an  al- 
leged undercharge  be  considered,  or  was  it  barred  by  section 
206-C  of  the  transportation  act,  March  1,  1920? 

Answer:  Railroad  Administration  Circular  No.  157-1  has 
no  relation  to  claims  which  are  to  be  presented  to  the  Commis- 
sion This  circular  deals  only  with  claims  which  are  to  be 
settled  by  the  carriers  without  the  necessity  of  handling  with 
the  Commission,  the  carriers  being  authorized  therein  to  handle 
such  claims  to  a  conclusion  on  their  merits. 

Unless  the  time  for  the  filing  of  claims  on  account  of  dam- 
age claimed  to  have  been  caused  by  reason  of  the  collection 
or  enforcement  by  or  through  the  President  during  the  period 
of  federal  control,  of  rates  which  were  unjust,  unreasonable,  or 
unjustly  discriminatory,  is  extended  as  contemplated  by  a  bill 
now  before  Congress,  claims  which  were  not  filed  prior  to  March 
1,  1921,  are  now  barred  from  consideration  by  the  Commission. 
Freight  Charges — Liability  of  Consignee  for 

Illinois. — Question:  Referring  to  your  Question  and  Answer 
Column  of  your  May  14  issue  answering  "Pennsylvania" — "Lia- 
bility of  Consignor  for  Freight  Charges."  We  have  noted  this 
article  carefully  in  regard  to  permitting  carriers  to  collect 
transportation  charges  from  consignor  or  shipper  when  shipment 
is  destined  to  a  closed  non-agency  station,  regardless  of  whether 
such  shipment  was  sold  f.  o.  b.  point  of  origin.  You  state  in 
your  answer  that  whether  or  not  destination  was  a  prepaid,  sta- 
tion has  no  bearing  on  the  liability  of  consignor  for  freight 
charges,  due  to  the  fact  that  the  rule  of  the  carrier  requiring 
the  prepayment  of  charges  on  freight  destined  to  non-agency 
station  is  for  its  convenience  and  may  be  waived. 

You  also  state  that  the  courts  as  a  general  rule  hold  that 
the  carrier  may  collect  his  charges  from  the  consignor  if  the 
shipment  was  delivered  to  consignee  without  collection  of  charges 
thereon. 

It  appears  to  the  writer  that  if  a  railroad  company  has  this 
option  it  can  place  upon  shippers  liability  for  all  transportation 
charges.  As  we  understand  the  situation  and  the  rules  handed 
down  to  freight  agents  for  forwarding  to  non-agency  stations, 
carriers  must  notify  shippers  as  to  whether  or  not  the  destina- 
tion point  is  a  non-agency  station,  so  that  he  may  prepay  freight, 
or  otherwise  such  shipments  will  be  delivered  to  the  first  open 
station  beyond  such  closed  station. 

As  we  further  understand  that  railroad  companies  are  not 
liable  for  delivery  at  non-agency  station  and,  therefore,  how  can 
it  be  held  that  all  the  responsibility  should  be  shouldered  by 
shipper?  Our  belief  is  that  if  the  shipment  is  tendered  for  a 
prepaid  station  unknowingly  by  shipper,  the  receiving  agent 
should  notify  him  accordingly  and  if  the  receiving  agent  is  not 
aware  that  the  station  is  closed,  the  agent  of  the  connecting 
line  should  hold  shipment  awaiting  some  advice  if  it  intends  to 
make  delivery  at  marked  destination.  We  ask  that  you  cite  us 
some  particular  ruling  handed  down  by  the  Interstate  Commei  <  i 
Commission  confirming  your  answer,  which  placed  the  respon- 
sibility of  freight  charges  on  shipper  or  consignor. 

Answer:  It  Is  true  that,  unless  the  shipper  is  aware  of 
the  fact  that  the  destination  of  a  particular  shipment  is  a  lire- 
pay  station,  if  the  goods  have  been  sold  f.  o.  b.  point  of  origin, 
that  he  should  know  that  fact  so  that  he  may,  in  his  invoice, 
include  therein  the  amount  of  the  freight  charges.  However, 
we  are  not  aware  of  any  decision  of  the  Commission  or  courts 
which  places  the  duty  upon  the  carrier  of  informing  the  shipper 
that  the  station  to  which  the  shipment  is  billed  is  a  non-agency 
or  prepay  station,  particularly  if  the  tariffs  of  that  carrier  show 
the  point  as  a  prepay  station.  The  Commission,  in  its  Confer- 
ence Ruling  314,  states  that  a  carrier  must  collect  its  lawful 
charges,  but  that  It  has  no  jurisdiction  to  say  who  is  liable 
therefor,  that  being  a  matter  for  the  courts  to  determinne. 

While  the  courts  might  properly  hold  that,  in  the  event  the 
carrier's  tariffs  do  not  show  that  the  particular  point  of  des- 
tination is  a  prepay  station,  the  carriers  must  first  endeavor 
to  collect  their  charges  from  the  consignee,  yet,  inasmuch  as  the 
shipper  is  the  party  who  entered  into  the  contract  of  carriage 
and  is  also  liable  therefor,  the  shipper  would,  we  believe,  eventu- 
ally be  required  to  pay  the  freight  charges. 

Reparation   on    Intrastate   Shipments    During    Six    Months'   Guar- 
anty  Period 

Ohio. — Question:  We  wish  to  present  a  question  in  regard 
to  reparation  claims  that  we  now  have  pending  before  the 
Public  Utilities  Commission  of  Ohio.  These  claims  are  against 
the  B.  &  O.  and  New  York  Central  railroads  and  cover  sheet 
bar  moved  from  Youngstown,  O.,  to  Newton  Falls,  O.,  from 
March  5,  1920,  to  November  15,  1920,  the  rate  being  reduced  on 
the  latter  date. 

We  have  entered  reparation  claim  for  the  difference  be- 
tween the  amount  shipments  were  charged  and  what  they  should 
have  been  under  the  new  rate,  and  the  carriers  have  now  pre- 
sented the  claim  to  the  public  utilities  commission  of  Ohio  for 
authority  to  make  payment.  The  public  utilities  do  not  have 
power  to  order  reparation;  however,  they  can  approve  payment 
upon  application  of  the  carriers,  and,  due  to  the  fact  that  these 
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shipments  moved  during  the  six  months'  guaranty  period,  the 
question  now  arises  as  to  whether  carriers  will  be  in  position 
to  make  payment  after  they  receive  authority  or  permission 
from  the  public  utilities  commission,  as  we  have  every  reason 
to  believe  that  they  will  receive  this  authority. 

We  know  that  the  carriers  are  willing  to  make  payment,  and 
wish  information  as  to  whether  they  can  reimburse  us  imme- 
diately on  receiving  the  public  utilities  commission's  authority, 
or  they  will  be  obliged  to  place  the  matter  with  the  Interstate 
Commerce  Commission  or  with  the  Railroad  Administration  for 
further  authority. 

\nswer:  Section  200-A  of  the  transportation  act  1920  pro- 
vides that  federal  control  shall  terminate  at  12:01  a.  m.  March  1, 
1920.  The  jurisdiction  of  the  Interstate  Commerce  Commission 
over  intrastate  rates  subsequent  to  February  29,  1920,  is  there- 
fore limited  to  cases  in  which  the  finding  is  that  there  is  undue 
or  unreasonable  advantage,  preference  or  prejudice  as  between 
persons  or  localities  in  intrastate  commerce  on  the  one  hand 
and  interstate  or  foreign  commerce  on  the  other  hand,  or  undue, 
unreasonable  or  unjust  discrimination  against  interstate  or  for- 
eign commerce  within  the  meaning  of  paragraph  4  of  section 
13  of  the  interstate  commerce  act.  (See  Peerless  Coal  Co.  of 
Illinois  vs.  A.  T.  &  S.  F.  Ry.,  57  I.  C.  C.  274.) 

The  period  of  federal  control  does  not  cover  the  six  months 
guaranty  period  and  therefore  the  authority  of  neither  the  Inter- 
state Commerce  Commission  nor  of  the  Railroad  Administration 
Is  required  for  the  payment  of  reparation  covering  intrastate 
shipments  moving  during  that  time. 
(1)  Demurrage — Shipper  Not  Liable  for,  When  Carrier  Fails  to 

Send    Notice   of   Refused   or   Unclaimed    Freight.      (2)    Delay 

Resulting  from  Carrier's  Failure  to  Send   Notice  of  Refused 

or    Unclaimed    Freight — Liability    of    Carrier     for     Damage 

Resulting  Therefrom 

Minnesota. — Question:  We  shipped  from  one  of  our  stations 
three  cars  of  potatoes  to  ourselves,  advise  buyer  at  Joliet,  111. 
Cars  arrived  at  destination  November  16  and  were  tendered 
buyer  the  same  date.  The  market  at  this  time  was  declining 
and  the  buyer  kept  continually  advising  the  carrier  that  he 
would  take  up  the  shipments,  but  on  December  2,  owing  to 
market  conditions,  he  refused  the  cars.  Carrier  notified  us  to 
that  effect  the  same  day  after  cars  had  stood  on  track  seventeen 
days.  We  immediately  wired  several  of  our  customers  and  ex- 
hausted every  effort  to  dispose  of  the  cars,  but  the  market  had 
reached  such  a  low  mark  and  the  demand  was  so  light  that  we 
placed  cars  in  storage  at  Joliet  December  6.  Carriers  have  now ' 
presented  us  with  demurrage  bills  amounting  to  about  $200, 
which  we  have  declined  to  pay,  inasmuch  as  it  is  our  opinion 
that  carrier  was  negligent  in  allowing  the  cars  to  stand  on  track 
for  such  a  length  of  time. 

In  your  opinion  are  we  not  justified  in  filing  claim  for  the 
entire  amount  of  our  loss,  including  the  additional  expense  in- 
curred In  trying  to  dispose  of  the  cars?  Also,  can  we  not  refuse 
to  pay  the  demurrage  charges  and  include  same  in  our  claims, 
carriers'  investigation  to  decide  who  is  liable?  Cars  being  con- 
signed on  straight  bill  of  lading  to  ourselves,  advise,  would  it 
not  be  compulsory  on  the  part  of  carrier's  agent  to  notify  us? 

Answer:  (1)  Paragraph  2-A  of  section  E  of  the  Uniform 
Demurrage  Rules,  provides  that  when  unclaimed  perishable  car- 
load freight  has  not  been  disposed  of  within  two  days  from  the 
first  7  a.  m.  after  the  date  on  which  notice  of  arrival  has  been 
sent  or  given  consignee,  notice  to  that  effect  shall  be  sent  by 
wire,  as  provided  in  paragraph  1  of  this  section.  Subdivision 
(b)  of  paragraph  2  of  section  E  stated  that  when  other  carload 
freight  Is  unclaimed  within  five  days  from  the  first  7  a.  m.  after 
the  date  on  which  notice  of  arrival  has  been  sent  or  given  the 
consignee,  notice  to  that  effect  shall  be  sent  by  wire,  as  provided 
in  section  1  of  this  section.  Paragraph  4  of  section  D  of  rule 
8  provides  that  in  case  of  failure  by  the  railroad  to  send  notice 
in  accordance  with  the  provisions  of  rule  4  of  section  E,  the 
consignor  shall  not  be  held  liable  for  demurrage  charges  between 
the  date  the  notice  should  have  been  sent  and  the  date  it  was 
actually  sent. 

(21  While  we  know  of  no  case  which  so  holds,  it  might 
properly  be  held,  we  believe,  that  the  carrier's  failure  to  notify 
the  shipper  of  refused  or  unclaimed  freight,  as  required  by  its 
regularly  published  tariffs,  constitutes  a  delay  in  transit  for  which 
a  carrier  must  respond  in  damages  to  the  shipper  to  the  extent 
of  the  damage  caused  by  its  failure  to  promptly  notify  the 
shipper. 

Delay  Resulting  from  Strike 

Texas.— Question:     On  May  5,  1920,  "A"  Brothers  of  Balti- 
more, Md.,  shipped  us  from  Baltimore,  Md.,  to  Brownwood,  Tex., 
a  carload  of  canned  tomatoes.     This  shipment  was  delayed  in 
transit  until  August  14,  1920,  when  it  was  received  at  destina- 
tion and  delivered  to  us.     In  the  meantime  the  market  on  these 
oods  had  declined  from  15  cents  to  35  cents  per  dozen  on  the 
lifferent  sizes.     We  promptly  filed  our  claim  covering  this  de- 
cline with  carriers  at  destination.     They  declined  the  claim  for 
ason  that  at   the  time  this  shipment  moved  the  port  of 
lelphia  had   been   badly   congested,  due    to    the  strike  of 
fitchmen  and  longshoremen,  and  that  the  port  of  New  York 


had  been  tied  up.  They  claim  they  did  the  very  best  they  could 
under  the  circumstances  and  that  the  shipment  referred  to  was 
forwarded  just  as  quickly  as  it  was  possible  to  do  so  (copy  of 
their  letter  attached).  Are  the  carriers  justified  in  declining 
this  claim? 

Answer:  A  carrier  is  not  an  insurer  against  delay  to  the 
same  extent  as  it  is  an-  insurer  against  loss  of  goods.  At  the 
root  of  the  matter  lies  the  question  as  to  whether  or  not  the 
railroad  has  been  negligent.  If  the  delay  has  been  caused  by  a 
strike  which  has  occurred  without  the  fault  of  the  carrier,  then 
the  carrier  will  not  be  liable  for  damage  caused  by  delay.  On 
the  other  hand,  where  a  strike  is  caused  by  a  reduction  of  wages 
which  disables  the  company  from  carrying  on  its  business,  this 
will  not  excuse  the  company  for  failure  to  transport  the  goods 
to  destination  within  a  reasonable  period  of  time.  This  on  the 
theory  that  the  railroad  company  is  responsible  for  the  strike. 
Demurrage  Resulting  from  Acceptance  of  Cars  from  Carrier  Re- 
gardless of  Its  Embargo — Liability  of  Consignee  for 
Illinois. — Question:  The  delivering  carrier  placed  an  em- 
bargo against  this  mill  on  all  coal,  this  on  account  of  our  being 
unable  to  unload  cars  as  quickly  as  tendered  by  the  transportation 
company,  our  coal  pile  being  on  fire.  This  coal  is  handled  by 
four  roads,  including  the  delivering  line,  and  agent  of  the  latter 
road,  which  placed  the  embargo,  states  that  all  connecting  lines 
were  notified  in  the  usual  manner  and  at  the  proper  time. 

Despite  this  embargo,  the  bill  of  lading  carrier  continued 
to  accept  cars  destined  to  this  embargoed  point,  the  intermedi- 
ate lines  accepted  such  cars,  and  the  road  which  had  placed 
this  embargo  received  and  held  them.  We  were  notified  daily 
by  telephone  that  cars  were  constructively  placed,  and  were 
finally  presented  with  demurrage  bills  amounting  to  eleven  hun- 
dred dollars;  we  refused  to  pay  this  amount  and  instructed  ship- 
per to  discontinue  shipments;  he  claims  this  was  the  first  notice 
he  had  received  in  regard  to  embargo.  We  would  appreciate 
your  opinion  as  to  whether  or  not  this  demurrage  should  be 
paid,  citing  any  similar  cases  which  you  may  recall. 

Answer:  In  view  of  the  Commission's  decision  in  the  case 
of  Timken  Roller  Bearing  Co.  vs.  Wheeling  &  Lake  Erie  Ry. 
Co.,  59  I.  C.  C.  149,  we  are  of  the  opinion  that  you  are  liable 
for  the  demurrage  which  accrued  on  the  cars  in  question,  for 
in  this  case  the  Commission  holds,  in  effect,  that  a  carrier  may 
waive  the  terms  of  an  embargo  even  though,  in  doing  so,  demur- 
rage results  on  account  of  the  inability  of  the  consignee  to  un- 
load cars  tendered  in  excess  of  its  unloading  facilities. 
Claims — Notice  of 

Minnesota. — Question:  Paragraph  2,  section  2  of  the  uni- 
form bill  of  lading  provides  that  claims  on  which  the  carriers 
failed  to  make  delivery  must  be  filed  within  six  months  after  a 
reasonable  time  for  delivery  has  elapsed,  and  provides  that  it' 
the  loss,  damage  or  injury  was  due  to  delay  or  damage  while 
being  loaded  or  unloaded  or  damaged  in  transit  by  carelessness  or 
negligence,  then  no  notice  nor  filing  of  claim  shall  be  required 
as  a  condition  precedent  to  recovery. 

We  have  filed  several  claims  after  a  lapse  of  about  eight 
months  for  shipments  which  have  become  lost  in  transit,  and 
were  not  delivered  to  the  consignees.  What  would  be  the  obliga- 
tion of  the  carrier  in  connection  with  a  claim  of  this  nature? 
We  have  taken  the  position  that  it  is  necessary  for  carrier  to 
show  that  failure  to  make  delivery  was  not  the  result  of  care- 
lessness or  negligence  in  loading  or  unloading,  or  handling  in 
transit.  They  cannot,  of  course,  produce  this  information.  Con- 
sequently we  maintain  that  the  carriers  would  be  obliged  to  pay 
claim  covering  shipments  which  have  become  lost  in  transit, 
regardless  of  whether  or  not  the  claims  were  filed  within  the 
six  months'  period  as  prescribed  in  section  2  of  the  bill  of  lading. 
Kindly  give  us  any  citations  to  which  we  might  refer  in  our 
claims. 

Answer:  There  are  as  yet  but  one  or  two  decisions  of  the 
courts  which  pass  upon  the  question  as  to  whether  notice  of 
claim  is  necessary  when  the  damage  is  caused  by  the  negligence 
of  the  carrier.  (See  Hailey  et  al.  vs.  O.  S.  L.,  253  Fed.  565,  and 
Mann  vs.  F.  &  E.  C.  Transportation  Co.,  96  S.  E.  731.)  However, 
in  the  first  named  case  the  court  stated  that  unless  the  claimant 
alleged  and  proved  notice  in  the  filing  of  a  claim  he  must  allege 
and  prove  negligence  on  the  part  of  the  carrier. 


FINAL  PAYMENTS  TO   RAILROADS 

The  United  States  Railroad  Administration  reports  the  fol- 
lowing final  settlements,  and  has  paid  out  to  the  several  roads 
the  following  amounts: 

Carolina,  Clinehfleld  &  Ohio  Ry. .  ..  .$;ir>0. 000.00 

Oregon  Electric  Ry.  Co 110.000.00 

Oregon  Trunk  Ry '    .    .  1 in  on 

Farmers  Grain  and  Shipping  Co 25.000.00 

Southern  Illinois  and  Missouri  Bridge  Co 40.240.1.0 

Baltimore   Steam   Packet   Co 820,000.00 

The  payment  of  these  claims  on  final  settlement  is  largely 
made  up  of  balance  of  compensation  due,  but  includes  all  other 
disputed  items  as  between  the  railroad  companies  and  the  ad- 
ministration during  the  twenty-six  months  of  federal  control. 


.IllM.'    I  I.    IHL'I 


THE     TRAFFIC     WORLD 


1273 


Railroad  Accounting  Service 

Valuations- 
Cost  Statistics 

Systems  for  Accounting  Officer 

A  corps  of  thoroughly  experienced  railroad  accountants 
and  analysts  are  available  for  the  preparation  of  Federal 
Control  and  Guaranty  Claims. 

THE   ROBERTS-PETTIJOHN-WOOD  CORPORATION 

Mills  Bldg.,  Washington,  D.  C.       Twenty  East  Jackson,  Chicago 

By  Appointment— Special  Accountants,  American  Short  Line  Railroad  Asm 


BALTIMORE 

TO 

PORT  of  LOS  ANGELES  and  SAN  FRANCISCO 
and  HAWAIIAN  ISLANDS 

Express  freight  and   Passenger  |§ervice 

S.S.  BUCKEYE  STATE— June  llth 
S.S.  HAWKEYE  STATE— July  16th 

Rates  and  Space  on  Application 

MATSON  NAVIGATION  COMPANY 

Managing  Agents  United  States  Shipping  Board 
BALTIMORE  SAN  FRANCISCO  HONOLULU 

26  So.  Cay  St.  120  Market  Street  Castle  &  Cook,  Ltd. 


SERVICE 


Service  is  a  term  of  much  elasticity,  espe- 
cially in  the  matter  of  a  representation  of 
principals'  interests;  and  the  degree  to 
which  it  may  be  given  is  dependent  solely 
upon  the  completeness  and  experience  of 
the  organization  rendering  Service. 

In  the  booking,  tracing,  forwarding  and 
general  handling  of  your  commodities,  for 
export  shipment,  you  may  expect  from  this 
Company  a  comprehensive  representation 
and  a  Service  personal  in  its  nature,  rather 
than  routine.  The  scope  of  this  organiza- 
tion insures  it. 

THE  W.  L  RICHESON  CO.,  Inc. 

Freight  Brokers  and  Forwarders 
Export  Shipping  for  Account  of  Principals  Throughout  the  World 

613  to  621  Whitney-Central  Bldg., 
NEW  ORLEANS,  LA. 


New  York  Office: 
401  Produce  Exchange 


Galve»ton  Office: 
810-12  American  Natl.  Ins.  Bldg. 


THREE  STAR  LINE 

(Stc.  les  Affraeurs  Reurtisj 

REGULAR    FREIGHT    SERVICE 

BETWEEN 

NEW  YORK— PHILADELPHIA 

AND 

Casablanca,  Cadiz,  Tangier*,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  Bs/L  for  all  ports  of  Spain,  Morocco,  Algeria, 
Tunisia,  Cette,  Nice  and  Near  East 

General  Office*:  23  Bridge  Street,  New  York 

Chicago  Agent :  M.  E.  Kirnappel,   142  So.  CUrk  St. 

Philadelphia   Ag.nt  :   Earn   Lin*.   BulliK    Building 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT    IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whitafield  Sammia 


Phon.  Main  2210 


417  SOUTHERN  BUILDING 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 

LAREDO   -   TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization   on    the   Mexican   Border 

Package  Cars  to  Mexico  City  and 
Other  Points  in  Republic  of  Mexico 

We  do  not  operate  special  trains, 
enabling  us  to  reforward  your 
shipments  on  first  available  serv- 
ice, and  insuring  quickest  possible 
delivery  at  destination. 

Traffic  in  Mexico  Improving  Daily 

Write  us  for  full  particulars  and  request 
a  copy  of  our  shipping  instructions. 

OFFICES: 

Laredo,  Texas          El  Pa«o,  Texas  Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.,  Mexico     Juarez,  Chih.,  Mexico 
Piedras  Negras,  Coah.,  Mexico  Mexico  City 
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TIME  FOR  FILING  CLAIMS 


rhc  Traffic  World  Washington  Bureau 
After  brief  consideration  the  Senate,  June  10,  passed  the  bill 
extending  the  time  for  the  filing  of  overcharge  claims  to   two 
years  beyond  the  end  of  federal  control.    The  measure  now  goes 
to  the  House. 


URGES  REPEAL  OF  FULL  CREW  LAWS 

Unnecessary  full  crew  laws  are  responsible  for  a  cost  to  the 
railroads  of  $40,000,000  a  year,  Howard  Elliott,  editor  of  club 
bulletin,  said  in  an  address  on  "Reducing  the  Railroads'  Waste 
Line."  before  the  Traffic  Club  of  New  York,  May  3.  Mr.  Elliott 
referred  to  so-called  "the  stuffed  crew  laws,"  and  urged  their  re- 
peal in  the  nineteen  states  where  they  are  now  effective. 

"Forty  million  dollars  would  buy  1,000  locomotives  at  40,- 
000  each,"  he  continued.  "It  would  pay  for  the  installation  of 
20,000  miles  of  block  signals  at  $2,000  a  mile.  It  would  buy  8,000 
passenger  coaches  at  $5,000  each.  It  would  pay  for  20,000  freight 
cars  at  $2,000  each.  It  would  abolish  2,000  grade  crossings  at 
$20,000  each.  It  would  pay  interest  for  one  year  on  more  than 
half  a  billion  dollars  at  7  per  cent. 

"It  would  meet  the  expense  of  installing  many  locomotive 
superheaters,  brick  arches  and  other  improvements  which  the 
economist  of  the  brotherhoods  says  shoule}  be  made,  but  which 
the  railways  are  not  financially  able  to  make,  the  poor  earnings 
on  the  present  property  investment  preventing  them  from  rais- 
ing sufficient  additional  capital." 

Mr.  Elliott  said  that  when  railway  employes'  representatives 
say  that  a  large  part  of  the  casualties  in  railroading  are  caused 
by  undennanning  trains  "they  speak  an  untruth."  "Thorough 
investigation,"  he  declared,  "shows  that  at  least  97  per  cent  of 
all  the  accidents  have  no  relation  to  the  length  of  the  train  or 
the  size  of  the  crew.  On  the  other  hand,  unnecessary  men  are 
not  only  in  the  way,  but  they  represent  added  risks  of  injury." 

A  campaign  for  the  repeal  of  the  laws  was  urged  in  a  resolu- 
tion offered  by  Mr.  Elliott.  The  Association  of  Railway  Execu- 
tives, the  American  Railway  Association,  the  National  Industrial 
Traffic  League,  the  United  States  Chamber  of  Commerce  and 
the  Railway  Business  Association  will  be  asked  to  aid  in  the 
movement. 


EXTENSION  OF  MEMPHIS-S.  W.  SCALE 

The   Traffic   World   Washington  Bureau 

Another  argument  on  the  Shreveport  case,  or  some  phase 
of  it,  was  had,  June  3,  when  C.  D.  Drayton  for  the  carriers,  E.  A. 
Haid  for  the  Arkansas  commission,  Edgar  Moulton  for  the  New 
Orleans  trade  bodies,  G.  P.  Maxwell  for  Dallas  and  E.  P.  Byars 
for  northeast  and  west  Texas,  discussed  the  issues  raised  in  I. 
and  S.  1269,  extension  of  Memphis-Southwestern  scale  to  addi- 
tional southwestern  points.  In  that  case  the  Commission  sus- 
pended schedules  of  the  carriers  in  which  the  railroads  proposed 
to  extend  the  scale  prescribed  by  the  Commission  in  docket  No. 
9702,  the  Memphis-Southwestern  investigation. 

Shippers  opposed  the  extension  of  that  scale  because  it  was 
higher,  they  claimed,  for  distances  greater  than  250  miles,  than 
the  Shreveport  scale.  The  amended  fourth  section,  with  its 
equidistant  clause,  was  introduced  as  a  new  element  making  for 
uncertainty  in  the  whole  situation,  to  be  superimposed  on  the 
uncertainty  created  by  the  Commission,  which,  on  March  16,  1920, 
heard  arguments  on  the  question  as  to  whether  a  scale  should 
be  used  throughout  the  whole  of  the  Southwest,  and,  if  the 
answer  were  in  the  affirmative,  what  scale  should  be  applied.  The 
Commission  has  never  made  an  answer  on  the  arguments  of  more 
than  a  year  ago. 

The  carriers,  however,  assuming  that  the  answer  would  or 
should  be  in  the  affirmative,  filed  schedules  proposing  that  the 
scale  in  the  Memphis  case  should  be  applied  throughout  the 
Southwest.  During  the  discussion,  June  3,  the  shippers  referred 
to  the  multiplicity  of  scales  that  have  been  prescribed  for  use 
In  the  Southwest  or  parts  thereof,  the  number  of  which  is  so 
great  that,  without  considerable  thought,  a  man  who  has  been 
fairly  familiar  with  the  situation  cannot  name  them  all. 

In  answer  to  a  question  by  Commissioner  Campbell,  E.  A. 
Haid  said  that  the  carriers  and  shippers  are  now  agreed  that 
there  should  be  only  one  scale.  A  declaration  to  that  effect  had 
earlier  DPPII  made  by  C.  D.  Drayton.  who  asked  for  confirmation 
by  attorneys  lor  the  shippers.  The  latter,  however,  had  not 
sensed  his  declaration,  so  Mr.  Drayton  proceeded  without  con- 
firmation. Later  it  appeared  that  each  desired  a  small  excep- 
tion to  the  uniformity  that,  in  theory,  would  be  brought  about 
by  a  scale. 

In  his  argument  on  the  merit  of  the  quantum  of  the  rates 
proposed  in  the  scale,  Mr.  Drayton  gave  the  usual  data  about 
the  cost  of  service.  That  feature  of  his  argument  was  less  in- 
cresting  to  the  Commissioners  than  his  theories  about  the 
amended  fourth  section.  As  to  that,  he  laid  down  the  proposi- 
lon  that  circuity  of  a  route  is  not  the  only  ground  upon  which 

Commission  is  authorized  to  grant  fourth  section  relief    He 

wid   the   fart    that   one   of   the   competing   routes   between    two 

ren  points  is  composed  of  the  rails  of  two  carriers   and  is  no 


longer  than  the  rails  of  the  single  carrier  between  the  same 
points,  creates  a  "special  case"  warranting  relief.  He  said  that  a 
route  composed  of  the  rails  of  two  carriers,  no  longer  than  the 
single  line  route  between  the  competing  points,  is  entitled  to  re- 
lief, especially  where,  as  in  the  case  on  argument,  the  Commis- 
sion has  prepared  a  scale  prescribing  rates  for  single  and  two 
or  more  line  hauls. 

Relief  must  be  granted  as  to  such  routes,  else  the  reasonable 
scale  for  two  or  more  line  routes  could  not  be  used,  and  the 
primary  object  of  a  scale  would  be  thereby  destroyed,  he  said. 

As  to  the  equidistant  clause  of  the  fourth  section,  he  said  it 
should  not  be  held  to  apply  to  a  two  or  more  line  route  between 
the  competing  points,  because  in  prescribing  rates  for  hauls 
over  two  or  more  lines  the  Commission  had  given  recognition 
to  the  fact  that  the  cost  of  service  over  multiple  line  routes  was 
higher  than  over  single  line  routes.  He  argued  that  a  multiple 
line  route  should  be  freed  from  the  obligation  of  the  equidistant 
clause  in  the  fourth  section,  because,  except  by  tying  the  two 
routes  together  for  joint  rate  purposes,  the  question  of  no  higher 
rates  to  intermediate  points  than  for  like  distances  on  the  direct 
line  could  not  arise.  That  is  to  say,  if  one  line  on  the  two-line 
route  is  250  miles  long,  while  the  direct  line  is  300  miles  long, 
the  question  of  circuity  can  not  be  raised  as  to  that  line.  If  the 
other  line,  necessary  to  make  up  a  through  line  to  the  short  line 
point,  is  150  miles  long,  then  the  question  cannot  be  raised  as 
to  that  carrier.  Only  when  taken  together,  as  if  they  were  only 
one  railroad,  would  the  equidistant  clause  come  into  operation. 

Commissioner  Eastman  called  attention  to  the  fact  that  the 
Commission,  in  Central  Freight  Association  and  New  England 
territories,  had  prescribed  scales  for  application  without  regard 
to  whether  the  routes  were  made  up  of  the  rails  of  one  or  a 
dozen  carriers,  the  rates  being  supposed  to  be  high  enough,  on 
the  average,  to  give  reasonable  compensation  to  each  railroad. 
He  wanted  to  know  if  that  could  not  be  done  for  the  Southwest. 


NORFOLK  AND  WESTERN  BONDS 

The  Norfolk  &  Western  has  been  authorized,  in  finance 
docket  No.  1380,  to  sell,  at  not  less  than  par  and  accrued  interest, 
$269,000  worth  of  convertible  10-20  year  4  per  cent  gold  bonds, 
$1,213,000  worth  of  convertible  10-25  year  4%  per  cent  gold  bonds, 
and  $522,000  of  convertible  10-year  6  per  cent  gold  bonds  to 
reimburse  its  treasury  for  capital  expenditures  made  in  the 
calendar  year  1919  for  additions  and  betterments  to  road  and 
equipment.  No  arrangement  for  the  sale  of  the  bonds  had  been 
made  at  the  time  of  the  application,  but  the  company  said  it 
did  not  propose  to  sell  the  bonds  at  less  than  par,  and  that  any 
commission  paid  for  their  sale  would  not  exceed  3  per  cent. 


PERE  MARQUETTE  NOTES  AND  BONDS 
The  Pere  Marquette  has  been  authorized,  in  finance  docket 
No.  1397,  to  pledge  and  repledge  from  time  to  time  all  or  part 
of  $3,231,000  worth  of  its  first  mortgage  5  per  cent,  series  A, 
gold  bonds  of  1916,  now  held  in  its  treasury,  as  collateral  se- 
curity for  a  note  or  notes  which  may  be  issued  under  paragraph 
(9)  of  section  20  (a).  The  Commission  said  that  the  informa- 
tion furnished  to  it  with  regard  to  a  note  or  notes  aggregating 
$2,100,150  was  not  sufficient  to  warrant  action  upon  that  part 
of  the  application. 


DETROIT,  TOLEDO  &  IRONTON  BONDS 

The  Detroit,  Toledo  &  Ironton,  in  finance  docket  No.  1394, 
has  been  authorized  to  issue  and  sell  at  par  $182,000  worth  of 
its  first  mortgage  bonds  to  reimburse  its  treasury  for  expendi- 
tures for  additions  and  betterments,  made  between  July  1,  1919, 
and  July  1,  1920.  The  bonds  are  to  be  disposed  of  at  par  to 
the  principal  holders  of  the  the  applicant's  stock  and  outstand- 
ing bonds.  That  principal  holder  of  outstanding  stocks  and 
bonds  is  Henry  Ford. 


LONG    ISLAND    RAILROAD    BONDS 

The  Long  Island  Railroad  Company  has  been  authorized,  in 
finance  docket  No.  1095,  to  issue  $3,876,000  of  refunding  mort- 
gage 4  per  cent  gold  bonds,  and  to  exchange  them  for  a  like 
amount  of  its  unified  mortgage  4  per  cent  gold  bonds.  In  finance 
docket  No.  1414,  issued  at  the  same  time,  the  Pennsylvania; 
Railroad  Company  is  authorized  to  assume  liability  as  guarantor 
for  the  payment  of  principal  and  interest  of  the  Long  Island's 
refunding  mortgage  bonds. 


LEASE    OF   G.    R.   &    I.    RAILWAY 

The  Pennsylvania  Railroad  Company  has  applied  to  lii'1 
Commission  for  authority  to  lease  the  railroad  and  property  of 
the  Grand  Rapids  &  Indiana  Railway  Company  for  a  period 
of  999  years  from  January  1,  1921.  The  majority  of  the  stock 
of  the  G.  R.  &  I.  is  owned  by  the  Pennsylvania.  The  applicant 
states  the  purpose  of  the  application  is  to  secure  unity  of  opera- 
tion and  management  of  railroad  properties  which  are  a  part 
of  the  Pennsylvania  System. 

An  identical  application  was  filed  by  the  Pennsylvania  wiih 
respect  to  the  railroad  and  properties  of  the  Pittsburgh,  Cincin- 
nati, Chicago  &  St.  Louis  Railroad  Company,  and  the  same  rea- 
son given  for  asking  approval  of  the  lease. 
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Acquire  an  Expert  Knowledge  of 

TRAFFIC  MANAGEMENT 

Would  you  he  able  to  «we  more  money  in  ehlppinif  7-  to  ran 
""!«'«  benefit   from  the  interiute  commerce  rullnire?- to 
niuidu1  more  Hdvantuitcously  the  t>rohl«*me   that  com*  nn  it 
•M*0]  anil  foreign  traffic?     Then  Inveetlgata  th,-  LaSall"  IVAl™! 

^^iaM^^s^^^g^^^ 


- 

Hallway  Traffic  Munaactnimt. 
you  to  brtt.r   knoWUum  o 


.  ou       ow  coura 

m  of  traffic  mnnaBeraentby   i 
the  oxpwwnoe  of  more  than  70  of  Am.ricV.  ..II  KoS 

- 


LASALLE  EXTENSION  UNIVERSITY 

Department  696-TA      CHICAGO,  ILLINOIS 

The  /.argttt  Rutineis  Training  Institution  m  tfit  H'm-M 


5 


,000  A  YEAR 

FOR   EXPERT  TRAFFIC  MtN.     Manr  ooooenu  now  par  their  InJt* 


\ 


•3.000  to  no.MM  a  rear.     Yet  the  traflle  man  irk*  «eu  tkl 

Mi  par  mmt  actually  know  trafflo  work.     TIM  oaa  eoMUr  eeeota* 
real  trafllo  expert-Mop  Iceaee— earn  r 


food  opanlnn  for  trained  I 
LEARN    AT    HOME- 


•  for  rouneU. 


To*  eaa  TOTT 

IllttaUated 


— -.    ..--.-     JOOK   fdll.     Ne» 

tloe  Method   will  quickly   Dili,  you   a  Certlflad   Traffle   Manager. 

Qualify   for    a   iplendld    trafflo   poalUon.      Write  qnlek   for    Mf.    i 

d«acrlMns    thU    wonderful    tralnlni    In    dMall.       Writ.    i.Klay.       Addrwa    aat»»ir»aii 

IOM.MKRC1    ArlfKM  IATION.    Del*.    J»-B.    4043    TKni-1    I 


HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.  Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


V 


n  A  fa  raDfalTD  a"  A  DC  cause  the  Ions  of  many  hard 
OAJJ  UKUHK  CAK9  earned  dollar*  to  railroad  com- 
panies and  shippers  of  Brain,  seed,  food  stuffs  and  package 
goods. 

n\*ll/~rl»   fat?   'raic    ¥  atcc    'l;'"    '"•  snv«-d   hy  the  use  of 
mUCH1    \tr     inla   LU9a    K.-r.n.-<ly  Car  Liners.     These 
car  liners  practically  condition  a  bad  order  car  and  enable  ship 
pers  to  load  cars  that  otherwise  would  be  rejected. 

tf  IT  1VT  M  r  la  V  ox/fTT»«  of  car  liners  prevent  leakage 
I»tr\r\tlJ*  aiailLM  in  transit  and  afford  sani- 
tary protection  to  bulk  shipments  and  food  stuffs. 
M/17  ••  /a  iff?  Kennedy  Car  Liners  for  all  cases  of  bad 
««j  Iwl/»IMj  order  cars,  consisting  of  full  Standard 
Linen,  Knd  Liners,  Door  Liners,  Sanitary  and  Sand  Liners. 

vt/II  I  Vi*a¥T  ftleTVF  ?lve  us  an  opportunity  to  submit 
WILL  TUU  NU1  fun  details  of  our  system  and  the 
low  cost  of  same?  We  are  confident  this  would  demonstrate  to 
you  the  efficiency  and  money  saving  merits  of  our  proposition. 

THE   KENNEDY  CAR   LINER   A.   BAG  CO. 

SHELBYVILLE,   INDIANA 
Canadian   Factory   at   Woodstock,   Ont. 


San  Francisco  Warehouse  Co., 


We  make  a  specialty  of  distributing  pool  car  shipments  and  warehousing  merchandise  of 

every  description  at  San  Francisco. 

Write  us  with  reference  to  your  San  Francisco  business. 


The  1921   (Sixteenth  Annual  Edition) 

Exporters'  Encyclopaedia 

MORE  THAN  A  BOOK— A  SERVICE 

READY  for  immediate  delivery.    The  only  authoritative  and  complete  guide  for 
exporting  manufacturers.     Contains  accurate  detailed  information  on  every 
question  which  can  arise  in  connection  with  an  export  order. 
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Foreign    Weights  and    Measures    (American    Equivalents). 

Mall  Time  to  Foreign  Cities. 

Marine  Insurance. 

Metric  Weight)   and    Measures. 

Minimum  Bills  of  Lading  (for  each  shipping  route). 

Parcels  Post. 

Packing  for  Export. 

Postal   Money  Order  System   (Foreign). 

Protection  of  Trade   Marks  Abroad. 

Selling    American    Goods    Abroad. 


All  the  Shipping  Routes  from  New  York.  Philadelphia.  Boston,  Baltimore.  Savannah,  New  Orleans  and  Pacific 
Coast  Ports  to  all  parts  of  the  world,  arranged  under  countries  which  they  serve.  Each  section  gives  complete 
detailed  Information  concerning  the  regulations  and  requirements  of  each  line  to  be  observed  by  the  shipper. 

"Our  Text  Book  on  Export  Matters" 

"We  have  many  inquiries  from  our  members  engaged  in  foreign  trade  for  information  relative  to  steamship  routes,  sail 
ings  to  various  countries,  Consular  regulations  respecting  transportaton  of  freight  to  a  particular  country,  steamship 
regulations  governing  the  form,  issuance  and  substance  of  shipping  receipts  and  procedure  in  making  export  shipments. 

Our  experience  in  connection  with  the  gathering  of  export  information  has  developed  that  your  work  contains  com- 
plete and  up-to-date  information  in  condensed  form;   your  publication  is  practically  our  text  book  on  export 
matters  and  is  in  almost  daily  use."  /  , 

THE  MERCHANTS'  ASSOCIATION  OF  NEW  YORK.    /  £ 

With  a  subscription  to  the  ENCYCLOPAEDIA  is  Included  a  bulletin  service  consisting  of  fre-     /  cf 
quent  bulletins  keeping  the  information  accurate  and  up-to-date,  and  a  loose-leaf  binder  in    ^  ^r 
which  they  may  be  conveniently  filed. 

FREE  EXAMINATION  OFFER  ,\ 

Don't  send  any  money.     Mail  the  coupon  and  we  will  send  the  ENCYCLOPAEDIA  for  five          /  <i 

days'  free  examination.     If  you  find  it  valuable,  send  us  your  check  for  $15.00  for  the  com-  j   £ 
plete  service.     If  not,  send  it  back,  charges  collect.     It  doesn't  cost   you  a  cent,  so  fill  ^f     j 

jn  and  mail  the  coupon. 
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Digest  of  New  Complaints 


No    12779    Sub.  No.  1.     National  Preservers  and  Fruit  Products  Assn., 
St.  Louis,  Mo.,  vs.  Payne,  as  agent. 


No. 


No. 


No. 


rates'.  adequate3  ca?  suppty  at  American,  Utah,  and  Mack, 

12717.  Harding  Cream  Co.  et  al.,  Omaha,  Neb.,  vs.  A.  T.  &  S.  1. 
'''unjust  and  unreasonable  classification  on  buttermilk Condensed 
or  evapodated.  in  territory  embracing  northern  Pen'"?ulaofofn^C0iS 
igan.    states   of   Wisconsin    and    Minnesota,    that    part   of    uunou 
north   or  west  of  a  line  drawn   from   Chicago  to  East  St.    Louis, 
and  UYstern  Classification  territory.     Asks  cease  .and  desist  Older, 
just  and   reasonable  classification,   which  complainant  sa5  s  would 
be  Class  C  instead  of  Class  B,  the  classiflaction  complained  of. 

11818,   Sub.   No.  1..   The  Western  Lumber  Co.,  Columbus,   O.,  vs. 

1>a\  "ain'st  tlfe6  penalty  charge  of  $10  per  car  for  each  day  or  frac- 
tional part  of  a  day  that  cars  loaded  with  lumber  were  held  for 
reconsignment  after  48   hours   after  the   hour  at  wnicn   i: 
began  to  run  under  the  demurrage  rules  as  OjUiut.  unra    "name, 
unjustly  discriminatory,  unduly  preferential  and  prejudicial,     j 

"l27ir8.   "capital    Warehouse    «o.,    Indianapolis,    Ind.,    vs.    Grand 

"unjust" and*1  unreasonable  rates  on  sisal  from  New  Orleans,  La., 

to  Indianapolis,  and  reshipped  to  Welland.  Ont.     Asks  reparation. 

No.  12719.    Capital  Warehouse  Co.,  Indianapolis,  Ind.,  vs.  C.  &  JN.   w., 

"unjust  "and    unreasonable    rates    on    sisal    from    Indianapolis    to 
St    Paul    Minn.     Asks  just  and  reasonable  rates  and  reparation. 
No.   12720.     Capital  Warehouse  Co.,  Indianapolis,  Ind.,  vs.  C.  B.  &  y., 

"unjust  and  unreasonable  rates  on  sisal  from  Indianapolis  to 
North  Kansas  City,  Mo.  Asks  just  and  reasonable  rates  and 

No.  "1272™  Anderson,  Clayton  &  Co.,  Oklahoma  City,  Okla.,  vs.  Payne, 

Unjust  and  unreasonable  rates,  also  violative  of  the  fourth  sec- 
tion on  cotton  for  export  to  Japan  through  the  ports  of  Seattle 
and  Tacoma,  Wash.,  such  cotton  having  originated  at  points  in 
Oklahoma.  Asks  reparation. 

12722.     Roxana  Petroleum  Corporation,  St.  Louis,  Mo.,  vs.  Wichita 
Falls  &  Northwestern,  Payne  et  al. 

Against  a  rate  of  36%c  per  100  Ibs.  on  crude  oil  from  Burk- 
burnett.  Tex.,  to  Roxana,  111.,  as  unjust,  unreasonable  and  un- 
justly discriminatory  to  the  extent  that  it  exceeded  a  subsequently 
established  rate  of  29%c.  Asks  reparation. 

12723.  Western   Meat   Co.,    San   Francisco,    Calif.,    vs.    Payne,    as 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential and  prejudicial  rates  and  charges  for  the  transportation 
of  freight  in  carload  quantities  between  South  San  Francisco  and 
San  Francisco.  Asks  reparation. 

12724.  Walter  T.  Varney,  San  Francisco,  Calif.,  vs.  Union  Pacific 
et  al. 

Unjust,  unreasonable,  unlawful,  prejudicial  and  unduly  dis- 
criminatory- rates  on  aeroplanes  from  Lincoln.  Neb.,  to  Reno,  Nev.. 
and  from  Lincoln,  Neb.,  to  Redwood  City,  Calif.  Asks  cease  and 
desist  order,  just  and  reasonable  rates  and  reparation. 

12725.  United   States   Steel   Products   Co.,   New  York,    N.  Y.,   vs. 
Alabama  &  Vicksburg,  Payne  et  al. 

Against  demands  of  defendants  for  collection  of  demurrage,  de- 
tention or  storage  charges  alleged  to  have  accrued  on  various 
shipments  of  steel  articles  and  steel  products  shipped  from  various 
interstate  destinations  to  Seattle  and  Tacoma.  Wash.,  for  ship- 
ment outside  the  United  States.  Asks  cease  and  desist  order. 

12718,  Sub.  No.  1.     Capital  Warehouse  Co.,  Indianapolis,   Ind.,  vs. 
Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  sisal,  as  well  as  unduly  preju- 
dicial and  preferential,  by  reason  of  refusal  of  defendant  to  pro- 
vide for  the  storing  of  sisal  in  transit  at  Indianapolis  and  its, 
reshipment  therefrom  at  the  through  rates  from  New  Orleans,  La. 
Asks  reparation  of  $20,000. 

12726.  Hagerstown    (Md.)    Chamber    of    Commerce    vs.    Western 
Maryland  et  al. 

Unjust,  unreasonable,  unduly  preferential  or  prejudicial  rates  on 
bituminous  coal  originating  in  the  so-called  Pittsburgh-Youghio- 
gheny,  Connellsvllle.  West  Virginia,  Cumberland  and  Piedmont 
coal  districts  to  Hagerstown.  Md..  in  that  they  exceed  rates 
applied  on  coal  shipments  from  those  districts  to  Martinsburg, 
W.  Va.  Asks  cease  and  desist  order,  just  and  reasonable  rates 
and  reparation. 

12727.  Fairbanks,  Morse  &  Co.,  Beloit.  Wis..  vs.  Payne,  as  agent, 
Unjust  and  unreasonable  rates  on  moulding  sand  from  Michigan 

City.   Ind..  to  Beloit.  Wls.     Asks  reparation. 

12728.  The  Procter  &  Gamble  Co.,   Cincinnati,   O.,   vs.   Payne,  as 
vent. 

.Unjust   and    unreasonable    rates    on    vegetable    oils    from    Pacific 
orts  to  Kansas  City,   Kan.,   Ivorydale,   O.,  and  Port  Ivory. 
X.   V.     Asks  reparation. 

12729.  David  Cole  Creamery  Co.  et  al.,  Omaha,  Neb.,  vs.  C.  B.  & 
Q..    Payne  et  al. 

i:\resslve.  unjust  and  unreasonable  rates  on  C.  L.  shipments  of 
butter,  i-Kg».   live  and  dressed  poultry  from  Omaha.  Neb.,  to  des- 
•is  east  of  the  Indiana-Illinois  state  line  and  south   of  the 
'ilii,,    Kiver    in    that    they    were    based    on    the    Mississippi    River 
combination.     Asks  just  and  reasonable  rates  and  reparation 

12777.  JEtna  Explosives  Co.,  Inc.,  New  York  City,  vs.   Pennsyl- 
vania. Payne  et  al. 

Unjust  and  unreasonable  rates  on  imported  nitrate  of  soda  from 
'•ity.  N.  J..  Norfolk.  Va. :   Port  Richmond,  Pa  •  New  York 
C.  Y..  nnd  Baltimore,  Md.,  to  Fayvllle.  III.;  Goes,  O.;  /Etna    Ind     and 
Ishpemlng.  Mich.     Asks  cease  and  desist  order,  just  and  reason- 
able rates  and  reparation. 

12778.  Salem    Glass   Works    et   al.,    Salem,    N.    J      vs     Michigan 
c.  ntrnl.  Payne  et  al. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  soda 
ash   from   Detroit  and   Wyandotte.    Mich.,   to   Salem  and   Millville 
~i-.     *•*•  for  reparation  down  to  basis  of  rates  via  Pittsburgh 
^     National  Preservers  and   Fruit  Products  Assn.,  Washing- 
C..  vs.  Abilene  &  Southern  et  al. 

.  unreasonable  and  excessive  charges  for  refrigeration  on 
U5hed  fruits  nnd  berries  from  points  In  Oregon  and  California  to 

irlmiu    rloatlnntln**.     ln     »U~     T-— ;*..!     t'»... .     ... 

Asks  cease  and  desist 


No 


No 


No 


No 


No. 


No. 


No. 
No. 


No. 


No 


No 


No 


No.    12780.     Western   Pine  Ml 


Unjust  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential or  prejudicial  rates  because  of  application  of  unreasonable 
and  discriminatory  minima  weights  and  rules  on  shipments  of 
lumber  and  forest  products  from  points  in  the  Inland  Empire  to 
nterstate  destinations  in  the  United  States  Asfe ,  cease ,  anc I  de- 


inter; 
sist  order, 


No 

' 

No. 

No. 

No. 
No. 
No. 

No. 

No. 

No. 

No. 
No. 

No. 
No. 
No. 
No. 
No. 

No. 


No. 


cr 

..,'d ' 


.  New  York,  N.  Y.,  vs.   B.   ft; 

'{jnjaustf  unreasonable,  unjustly  discriminatory  and  unduly  Preju- 
dicial rates  on  phosphate  of  lime  from  Camden  and  Coopers  Point, 
N  J.,  to  St.  Louis  and  Kansas  City,  Mo.  Asks  cease  and  desist 
order,  just  and  reasonable  rates  and  reparation. 
12782  Rio  Grande  Valley  Chamber  of  Commerce  et  al.,  San  Juan, 
Tex.,  vs.  St.  Louis,  Brownsville  &  Mexico  et  al. 

Unlust  unreasonable  and  discriminatory  class  and  commodity 
rates  from  points  in  the  lower  Rio  Grande  valley  of  Texas  to 
various  interstate  destinations,  by  reason  of  the  application  of 
unjust  differentials.  Asks  for  just,  reasonable  and  non-discrim- 

12783?"  Rio  Grande  Oil  Co.,  El  Paso,  vs.  Arizona  Eastern. 

Unjust  and  unreasonable  and  unduly  prejudicial  rates  on  petro- 
leum and  its  products  from  El  Paso  to  points  in  New  Mexico  and 
Arizona.  Asks  for  reasonable  rates  and  reparation. 

12784.      Southeastern    Express    Co.,    Atlanta,    Ga.,    vs.    America! 
Rv.  Express  Co. 

Ask  for  cease  and  desist  order  as  to  restrictions  on  routing  of 
express  matter  and  an  order  to  enter  into  through  and  joint  rate 
arrangements. 

12785.  Buckeye  Cotton  Oil  Co.,  Macon,  Ga.,  vs.  C.  C.  C.  Ac  bt.  L., 
Director  General  et  al  . 

Unjust  and  unreasonable,  unduly  prejudicial  rates  on  cottonseed 
from  points  in  Florida  to  Macon,  Ga.,  during  federal  control.  Asks 
for  reasonable  rates  and  reparation. 

12786.  Southern  Fisheries  Assn.,  Jacksonville,  Fla.,  vs.  American 
Ry.  Express. 

Unjust  and  unreasonable  rates  and  practices  by  reason  of  failure 
of  American  and  Southeastern  Express  companies  to  establish 
through  routes  and  rates. 

12787.  Central  Wisconsin  Supply  Co.,  Beaver  Dam.  vs.  Big  Four 

Unjust  and  unreasonable  rates  on  fir  shingles  from  Silver  Beach, 
Wash.,  to  the  complainant.  Asks  for  reasonable  rates  and  repara- 

12788.  Ouachita  Valley  Glass  Co.,  Bastrop,  La.,  vs.  A.  &  V.  et  al. 
Unjust  and  unreasonable  rates  on  cullet  from  Winchester,  La.. 

to  Bastrop,  La.    Asks  for  reasonable  rates  and  reparation. 

12789.  Central   Iron   and    Steel   Co.,    Harrisburg,    Pa.,    vs.    Camp- 
bell's Creek  R.  R.  et  al. 

Unjust  and  unreasonable  rates  and  charges  on  coal  from  Spring 
Fork,  W.  Va.,  to  Harrisburg.  Asks  for  rate  not  exceeding  $1  and 
reparation. 

.  12790.     Lincoln  (Neb.)  Chamber  of  Commerce  vs.  C.  B.  &  Q.  and 
Director  General. 

Unjust   and   unreasonable   switching  charges   at   Lincoln   during 
federal  control.    Asks  cease  and  desist  order  and  reparation. 
.   12791.     Same  vs.   D.    &   R.   G.   et  al. 

Against  reconsignment  and  diversion  rules  on  coal  as  unjust 
and  unreasonable.  Asks  for  reasonable  rules  and  reparation. 

12792.  American  Hominy  Co.,  Indianapolis,  Ind.,  vs.  Director  Gen- 
eral, as  agent. 

Unjust  and  unreasonable  rates  on  oats  from  Louisville.  Ky..  and 
Evansville.  Ind.,  to  New  Orleans,  La.,  for  export.  Asks  for  repara- 
tion. 

12793.  Central  Cypress  Co.,  Centralia,  Fla.,  vs.  Payne,  as  agent. 
Unjust,  unreasonable  and   unjustly  discriminatory   rates  on   coal 

from   points   in   Kentucky   and   Alabama   to   Centralia,    Fla.      Asks 
reparation. 

12794.  Eddy  &  Eddy  Mfg.  Co.,  St.  Louis,  Mo.,  vs.  Mo.  Pac.,  Payne 
et  al. 

Unjust  and  unreasonable  rates  on  starch  and  pickle  goods  from 
St.  Louis,  Mo.,  to  Tampa,  Fla.  Asks  reparation. 

12795.  Firestone  Tire  and  Rubber  Co.,   Akron,   O.,   vs.   Payne,   as» 
agent. 

Unjust  and  unreasonable  rates  on  pneumatic  rubber  tires  from 
Akron,  O.,  to  San  Francisco.  Calif.,  for  export.  Asks  reparation. 

12796.  Los   Angeles   Pressed   Brick   Co.,    Los   Angeles,    Calif.,    vs. 
Pacific  Electric  Ry.,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  common  brick  from  Sunset, 
Calif.,  to  Clarkdale.  Ariz.  Asks  reparation. 

12797.  Firestone  Tire  and   Rubber  Co.,   Akron,   O.,  vs.   Payne,   as 
agent. 

Unjust  and  unreasonable  rates  on  imported  crude  rubber  from 
Pacific  coast  ports  to  Barherton  and  Akron,  O.  Asks  reparation 
of  $86.959.41. 

12798.  Galveston    Commercial    Assn.     Galveston,    Tex.,    vs.    Gulf, 
Colorado  &  Santa  Fe  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  canned  goods,  dried  beans  and  other  commodities 
originating  on  the  Pacific  coast,  including  Arizona  and  New  .Mex- 
ico: ores,  bullion  and  smelter  products  originating  in  Texas.  New 
Mexico,  Arizona,  California  and  other  western  states;  rice  from 
Texas,  Arkansas,  Louisiana  and  California;  cement  and  comcnt 
plaster  from  Texas,  Oklahoma,  Kansas  and  other  western  stall's: 
petroleum  and  its  products  from  Texas,  Oklahoma  and  Louisiana: 
rosin  and  turpentine  from  Texas  and  Louisiana:  cottonseed  and 
peanut  cake  and  meal  from  Texas,  Oklahoma.  Arkansas.  Louisiana 
and  California;  grain  and  grain  products  from  Texas.  Oklahoma. 
Kansas,  Nebraska,  Minnesota.  Colorado,  Utah,  Idaho  and  other 
states  west  of  Mississippi  River;  coffee  from  shipside  Galveston  to 
Texas.  Oklahoma,  Arkansas,  Kansas  and  other  states  west  of  the 
Mississippi  River,  also  Illinois  and  states  west  thereof,  as  well 
as  a  number  of  other  commodities  moving  to  and  from  shipside. 
Galveston,  for  export,  import  and  coastwise,  because  port  of 
Galveston  is  discriminated  against  in  favor  of  the  ports  of  New! 
Orleans.  La.,  Port  Arthur,  Tex.,  and  other  gulf  ports.  Asks  cease! 
and  desist  order  and  just,  reasonable  and  non-discriminatory 
and  terminal  rules  and  regulations. 

12799.  Board  of  Commissioners  of  the  Port  of  New  Orleans  vsM 
Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  lumber  from  points  on  N.  OM 
&  N.,  N.  O.  &  G.  N..  and  L.  Ry.  &  Nav.  Co.  to  Seabrook,  La.     Asks 
reparation. 
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Just  Out 

NEW  MAPS 

Showing  Revised  Groupings 
of  Points  in  C.  F.  A.Territory 

IN  CONNECTION  WITH 

New  York-Chicago  Rates 


There  are  two  of  these  maps, 
one  showing  eastbound  and 
the    other    showing    west- 
bound groupings. 


They  Are  Official 


They  are  printed  in  six  colors,  from 
new  plates,  on  a  good  quality  of  bond 
paper,  and  each  map  is  38x40  inches 
in  size. 


The  price  of  each  map  is  $1.00 

If  you  only  want  one,  be  sure  to  soy  which 


The  Traffic  Service  Corporation 

418  South  Market  Street 
CHICAGO 


Serving  the 
Great  Southwest 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


I       S      S 


The  new  era  of  transportation 
demands  personal  service.  We 
i  undertake  to  render  this  service. 
Let  us  assist  you  in  solving  your 
transportation  problems.  Our 
organization  istrained  and  facil- 
ities provided  for  this  purpose. 


/ 


No  bothersome  large  terminals, 
coupled  with  through  freight 
trains,  assures  continuous 
movement  between  Missouri 
River  and  Mississippi  River 
gateways  and  Oklahoma, Texas 
and  Texas  Gulf  Ports.  Mark 
your  bill  of  lading  K.  O.  &  G., 
we  do  the  rest. 


i»jKl_! 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo, 

330  Railway  Exchange  Bldg.     Phone  Home  Harrison  6828. 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  X  3950. 

Mr.  F.  A.  Layman,  General  Agent, 

729  Wabash  Bldg.,  Pittsburgh,  Pa.     Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent. 

208  S.  La  Salle  St.,  Chicago,  111.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 
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Note.      Item*  In  the  Docket  marked  with  an  asterisk  (•)  are  i  n««. 
Having  been  added  since  the  last  Issue  of  The  Traffic  World.     Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  in 
this  Docket  will  be  noted  elsewhere. 
June  13—  Kalamazoo,  Mich.—  Examiner  Hunter: 

12483—  J.  Hunger-ford  Smith  Grape  Juice  Co.  vs.  A.  T.  &  S.  F.  et  al. 
June  13—  Philadelphia.  Pa.  —Examiner  Paulson: 
I.  and  S.  1337—  Cement  to  Washington.  Baltimore  &  Annapolis  Elec- 

tric Ry.  stations. 
June  13—  Deming,  N.  M.—  Examiner  Flynn: 

12475—  Murray  &  Layie  Co.  vs.  A.  T.  &  S.  F.  et  al. 
June  13—  Tulsa,  Okla.—  Examiner  Kephart: 

12435—  Empire  Refineries.  Inc..  et  al.  vs.  C.  R.  I.  &  P.  et  al. 

12466—  Mid-Co.  Gasoline  Co.  vs.  M.  K.  &  T.  of  T.  et  al. 
June  13  —  Chicago.  111.  —  Examiner  Seal: 

12507—  Carnation  Milk  Products  Co.  vs.  A.  T.  &  S.  F.  et  al. 

12511  —  Carnation  Milk  Products  Co.  vs.  G.  N. 
June  13  —  Washington.  D.  C.  —  Examiner  Agate: 

Finance  Docket  1105—  Application  of  the  Detroit  &  Toledo  Shore  Line 

H.  R.  Co.  for  authority  to  issue  capital  stock  as  dividends. 
June  13—  Chicago.   111.—  Examiner  Butler: 

11818—  American  Wholesale  Lumber  Assn.  vs.   Aberdeen  &  Rockflsh 

11818*  (Sub.  No.  1)—  Van  Cleave  Saw  Mills  Co.  vs.  Director  General. 
11818   (Sub.   No.  2)  —  Geo.  W.   Miles  Timber  and  Lumber  Co.  vs.   Di- 

rector General. 
11818    (Sub.    No.   3)—  Berthold  &   Jennings   Lumber  Co.    vs.    Director 

General. 

11818  (Sub.  No.  4)  —  Robt.  Kamm  Lumber  Oo.  vs.  Director  General. 
11818  (Sub.  No.  5)  —  The  Nicola.  Stone  &  Myers  Co.  vs.  Director  Gen- 

11818    (Sub.    No.   6)  —  The   Myers-Parsons   Lumber   Co.    vs.    Director 

11818°  (Sub.   No.  7)—  The  Union  Wholesale  Lumber  Co.  vs.  Director 

General. 

11818  (Sub.  No.  8)—  Burnaby  Bros.  Lumber  Co.  vs.  Director  General. 
11818  (Sub.  No.  9)  —  Chicago  Lumber  and  Coal  Co.  vs.  Director  Gen- 

11818  (Sub.  No.  10)  —  South  Arkansas  Lumber  Co.  vs.  Director  Gen- 
11818  (Sub.  No.  11)  —  W.  T.  Ferguson  Lumber  Co.  vs.  Director  Gen- 

11818  (Sub.  No.  12)  —  Gloor-Ortmann  Lumber  Co.  vs.  Director  General. 
June  14  —  Shreveport,  La.  —  Railroad  Commission  of  Louisiana: 

Finance    Docket    1252  —  Application    of    the    Louisiana    &    Northwest 

R.  R.  Co.  for  a  certificate  of  public  convenience  and  necessity. 
June  14  —  Chicago,  111.  —  Examiner  Seal: 

12515  —  Swift  &  Co.  vs.  Kansas  City  Terminal  et  al. 

12223—  Armour  &  Co.  vs.  N.  P.  Ry.  et  al. 
June  14  —  Jackson,  Mich.  —  Examiner  Hunter: 

12461  —  Peninsular    Portland    Cement    Co.    vs.    Director    General    and 
Cincinnati  Northern. 

12462  —  Peninsular    Portland    Cement    Co.    vs.    Director    General    and 
Cincinnati  Northern. 

June  15—  Chicago.  III.—  Examiner  Seal: 

*  I.  and  S.  1342  —  Sulphuric  acid  from  Illinois  points  to  Oklahoma. 
June  15  —  Buffalo.  N.  Y.  —  Examiner  Quevedo: 

12476—  Rogers  Brown  Iron  Co.  vs.  Director  General  et  al. 
June  15—  Los  Angeles,  Calif.  —  Examiner  Flynn: 

12467  —  Los  Angeles  Ice  and  Cold  Storage  Co.   vs.   C.   R.   R.   of  N.   J. 

et  al. 
10339  —  Los  Angeles  Foundry  Co.  vs.  Arizona  &  New  Mexico  et  al. 

June  15  —  Oklahoma  City.  Olda.  —  Examiner  Kephart: 
12460—  The  Oklahoma  National  Live  Stock  Exchange  et  al.  vs.  Abi- 
lene &  Southern  et  al. 

June  15  —  Armiment  at  Washington,  D.  C.  : 

978  —  Bedford  Pulp  and  Paper  Co.  vs.  C.  &  O.  and  Director  General. 
rSO—  Consolidated  Coal  Co.  of  Pt.  Louis  vs.  Director  General 

11778  —  Chicago-Springfield   Coal   Co.    vs.    Director  General   and    I.    C. 
R.  R. 

11779  —  Citizens'   Coal  Mining  Co.   vs.   Director  General,   I.   C.   R.   R. 
et  al. 

June  16  —  Washington.  D.  C.  —  Examiner  Davis: 

<•  Finance  Docket  1388  —  Joint  application  of  the  Cumberland  Valley  & 
Uartbuburg  H.  K.  Co.  and  the  Pa.  R.  It.  Co.  for  an  order  author- 
izing and  approving  a  lease  of  the  railroad,  property  and  fran- 
chises of  the  Cumberland  Valley  &  Martinsburg  R.  R.  Co.  to  the 
Pennsylvania  Co. 

«  Finance  Docket  1411  —  Joint  application  of  the  New  York  Bay  R.  R. 
Co.  and  the  Pa.  R.  R.  Co.  for  an  order  authorizing  and  approving 
a  proposed  lease  of  the  railroad,  property  and  franchises  of  the 
New  York  i:;iy  K  K.  Co.  to  the  Pa.  R.  H.  Co. 

•  Finance  Docket  1410—  Joint  application  of  the  Perth  Amboy  &  Wood- 

bridge  R.  R.  Co.  and  the  Pa.  R.  R.  Co.  for  an  order  authorizing 
and  approving  n  proposed  lease  of  the  railroad,  property  and  fran- 
chises of  the  Perth  Amboy  &  Woodbridge  R.  R.  Co.  to  the  Pa. 
R.  R.  Co. 

«  Finance  Docket  1240—  Joint  application  of  the  N.  Y.  P    &  N    R    R 
Co.  and  the  I'd.  R.  H.  Co.  for  an  order  authorizing  and  approving 
a  lease  of  the   railroad,   property   and  franchises  of   the   N    Y    P 
*   N.  R.  R.  Co.  to  the  Pa.  R.  R.  Co. 
June  16—  Austin.  Tex.—  Examiner  Healy: 

-Railroad   Commission   of   Louisiana  vs.   Aransas   Harbor  Ter- 
rnin&l  Ry.  ct  nl, 

'15  —  RaNroad  Commission  of  Louisiana  vs.  St.  L.  S   W   et  al 
8920  —  Railroad  Commission  of  Louisiana  vs.  St.  L    S    F    &  T    et  al 
I.  and  S.  710—  Eastern  Texas  class  rates. 
t.  and  S.  729  —  Class  rates  to  Shreveport,  La. 

117M  —  In  the  matter  of  intrastate  rates  within  the  state  of  Texas 
June  16—  Chicago,  111.—  Examiner  Seal- 

11935—  Swift  &  Co.  vs.  Ft.  W.  &  D.  C.  et  al. 
IB—  Washington.  D.  C.—  Examiner  Quirk: 
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June  16—  Detroit.  Mich.—  Examiner  Hunter: 
12455  —  Homer  Furnace  Co.  vs.  N.  T.  C.  et  al. 


june  16— Los  Angeles,  Calif.— Examiner  Flynn: 

12416 Robert  E    Leahy,   doing  business  under  firm   name   and  style 

of  Robert  E.  Leahy  Co.  vs.  Director  General  and  Sou.  Pac. 
June  16— Argument  at  Washington,  D.  C.: 

11867 — Morris  &  Co.  vs.  Director  General. 

11785 — K   C.  and  E.  S.  Gaynor,  trading  as  Gay  nor  Bros.,  vs.  Director 
General  and  C.  M.  &  St.  P. 

11868 — Northern  Potato  Traffic  Assn.  vs.  A.  T.  &  S.  F.  et  al. 
June  17— Cleveland,  O.— Examiner  Hunter: 

12431— The  Grasselli  Chemical  Co.  vs.  B.  &  O.  et  al. 

12505-^The  Grasselli  Chemical  Co.  vs.  Director  General  and  C.  R.  R. 

12403 — The  Grasselli  Chemical  Co.  vs.   C.   &  O.  et  al. 
June  17 — Cincinnati,  O. — Examiner  Eddy: 

12514 — Frank   G.    Day,    doing   business  as   Frank   G.    Day    &    Co.,    vs. 

M.  &  O.  et  al. 

12434 — The  Procter  &  Gamble  Co.  vs.  B.  &  O.  et  al. 
12430 — The  M.  B.  Farrin  Lumber  Co.  vs.  Mo.  Pac.  et  al. 
June  17 — Chicago,  111. — Examiner  Seal: 

12423 — Armour  &  Co.  et  al.  vs.  A.  C.  L.  et  al. 
Junt  17 — Argument  at  Washington,  D.  C.: 

11907 — Cotto-Waxo  Co.  et  al.  vs.  Ann  Arbor  et  al. 
11373 — Diamond  Alkali  Co.  vs.  Falrport,  Palnesville  &  Eastern  et  al. 
11696— Hydraulic  Press  Brick  Co.  vs.  P.  C.  C.  &  St.  L.  et  al. 
June  18 — Auburn,  N.  Y. — Examiner  Quevedo: 

12522 — George  M.  Champlin,  receiver,  vs.  L.  V.  et  al. 
June  18 — Cleveland,  O. — Examiner  Hunter: 

12479 — American  Shipbuilding  Co.  et  al.  vs.  B.  &  O.  et  al. 

12479  (Sub.  No.  1) — Frank  A.  Scott  and  J.  O.  Eaton,  as  receivers  for 

the  Standard  Parts  Co.,  vs.  B.  &  O.  et  al. 
June  18 — Argument  at  Washington,  D.  C. : 

11719 — Rock  Products  Traffic  League  vs.  C.   R.  I.  &  P.  et  al. 

11504 — Rock   Products   Traffic  League,   Chicago,    111.,   vs.    C.    B.    &   Q. 

et  al. 
11683 — The  Silica  Sand  Producers'   Traffic  Assn.   of  Illinois  vs.  C.   B. 

&  Q.  et  al. 
June  20 — Argument  at  Washington,  D.  C. : 

12066 — Construction    and    repair    of    railway    equipment    (locomotive 

equipment  of  the  Pa.  R.  R.  and  affiliated  lines). 
June  20 — Albany,  N.  Y. — Examiner  Quevedo: 

12480 — Davison  &  Namack  Foundry  Co.  vs.  Pa.  R.  R.  et  al. 
June  20 — Cleveland,  O. — Examiner  Hunter: 

12490 — National  Petroleum  Assn.  et  al.  vs.  Pa.  R.  R.  et  al. 
June  20 — St.  Louis,  Mo. — Examiner  Eddy: 

12464 — Monsanto  Chemical  Works  vs.  A.  T.  &  S.  F.  et  al. 
12463 — Monsanto  Chemical  Works  vs.  B.  &  O.  et  al. 
June  20 — Ft.  Worth.  Tex. — Examiner  Kephart: 

12504 — Ft.  Worth  Cotton  Oil  Mill  et  al.  vs.   Beaumont,   Sour  Lake  & 

Western  et  al. 
June  20 — San  Francisco,  Calif. — Examiner  Flynn: 

1241C — Fageol  Motors  Co.,  Inc.,  vs.  C.  M.  &  St.  P.  et  al. 

12410    (Sub.    No.    1) — Moreland    Motor   Truck   Co.,   Inc.,    vs.    C.    M.    & 

St.  P.  et  al. 
June  20 — Chicago,  111. — Examiner  Woodrow: 

11892 — Mississippi-Warrior  Service  vs.  Abilene  &  Southern  et  al. 
11893 — Mississippi-Warrior  Service  vs.  Abilene  &  Southern  et  al. 
June  20 — Chicago.  111. — Examiner  Seal: 

12189 — Indiana  Reduction  Co.  vs.  Director  General. 
12433 — Pacific  Creamery  Co.  vs.  A.  T.  &  S.  F.  et  al. 
June  20— Memphis,  Tenn. — Examiner  Pitt: 
9702 — Memphis  southwestern  investigation. 
7304 — City  of  Memphis  et  al.  vs.  C.  R.  I.  &  P.  et  al. 
9927 — Railroad  Commission  of  Arkansas  et  al.  vs.  Arkansas  Central 

et  al. 
9886 — Chamber  of  Commerce,  Monroe,  La.,  vs.  Arkansas  &  Louisiana 

Midland  et  al. 

10084 — Natchez  Chamber  of  Commerce  vs.  Natchez  &  Southern  et  al. 
6390 — Memphis  Freight  Bureau  vs.   St.  L.  I.  M.  &  S.  Ry.  et  al. 
10418 — Arkansas  Jobbers  and  Manufacturers  Assn.  vs.  C.  R.  I.  &  P. 

Ay.  et  al. 
10419 — Arkansas    Jobbers   and    Manufacturers    Assn.    vs.    Beaumont, 

Sour  Lake  &  Western  Ry.  et  al. 

7250 — Shreveport  Chamber  of  Commerce  et  al.  vs.  A.  &  V.  Ry.  et  al. 
Portions  of  numerous  fourth  section  applications  which  have  been 
consolidated  with  the  above  cases. 
June  21 — Washington,  D.   C. — Examiner  Clarke: 

*  Finance   Docket   1210 — Application   of  Hie   Northern   Pacific   Ry.   Co. 
for   authority  to   acquire   the  capital    stock   and    the'  properties   of 
the  Billings  &  Central  Montana  Ry.  Co. 
June  21 — San  Francisco,   Calif. — Examiner  Flvnn: 
12724 — Walter  T.  Varney  vs.  U.  P.  et  al. 
12411 — Earl  P.  Cooper  vs.  C.  R.  I.  &  P.  et  al. 
15340 — Agate  Products  Co.  vs.  Director  General. 
June  21 — St.  Louis,  Mo. — Examiner  Eddy: 

12526 — Standard  Rail  and  Steel  Co.  vs.   C.   R.   I.   &  P.  and  Director 

General, 

Portions  of  Fourth  Section  Application  2104 — W.  H.  Hosmer. 
12528— Standard  Rail  and  Steel  Ce.  vs.  L.  &  N.  et  al.  .    . 

Portions   of  Fourth   Section   Applications   1606.    C.    E.    Fulton;    1952, 

L.  &  N.  R,  R.;  2060,  J.  F.  Tucker. 

12527 — Standard  Rail  and  Steel  Co.  vs.  Wabash  et  al. 
12525— .Standard  Rail  and  Steel  Co.  vs.  Mo.  Pac.  et  al. 
June  21— Salt  Lake  City,  Utah— Public  Utilities  Commission  of  Utah: 
Finance  Docket  36— Application  of  the  Utah  Terminal  Ry.  Co.  for  • 
certificate  of  public  convenience  and  necessity. 

June  21 — Chicago.  111. — Examiner  Seal: 

12405 — Havana  Metal  Wheel  Co.  vs.  C.  P.  &  St.  L.  et  al. 

June    21 — Atlantic    City,    N.    J. — Commissioner    Lewis    and    Examiner 
Pattison: 

12031  and  Sub.  Nos.  1  to  6 — The  Republic  of  France  vs.  Director  Gen- 
eral et  al. 

12254  and  Sub.   No.  1— The  Republic  of  France  vs.  Director  General. 
258— The  Republic  of  France  vs.  Director  General  et  al. 
520 — The  Republic   of  France  vs.    Director  General. 

13387  and  Sub.   No.  1— The  Republic  of  Francs  vs.   Director  General 
et  al. 
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Freight  Rates 

It  takes  time  and  money  to 
build  up  a  tariff  file  for  all 
your  rate  quotations,  even 
large  rate  books  are  waste- 
ful, in  that  the  average  busi- 
ness only  requires  about  one- 
tenth  of  this  information. 

Why  not  have  a  list  com- 
piled applicable  to  your 
business  requirements  only- 
one  your  salesman  can  carry 
around,  and  can  be  easily 
read  by  anyone  ? 

Write  us  for  full  particulars. 

Charles  Donley 

"The  Traffic  Man" 
Century  Building  Pittsburgh,  Pa. 


Pacific  Mail  Steamship  Co. 

Under  American  F/a?-PASSENGERS  AND  FREIGHT   E,labli,h,d  I84S 

TRANS-PACIFIC  SERVICE 

"The  Sunshine  Belt  to  the  Orient" 
San  Francisco  to  Honolulu.  Yokohama,  Kobe,  Shanghai,  Manila, 

Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Shipping  Board 

steamer  Empire  State  (July   23rd);  and  pending  delivery 

3  other  U.  5.  S.  B.  steamers  by  the  popular  S.  S. 

Ecuador  (June  25th)  and  5.  S.  Colombia 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 
Singapore,  Colombo,  Madras,  Calcutta 

Passenger  and  freight  sailings   monthly   by 

5.5.  Wolverine  State  (September  14th):  Granite  State  (July  1  2th). 
S.  S.   Creole  State  (August  13th) 

PANAMA  SERVICE 

San  Francisco  to  Mexico,  Central  America  and  Canal  Zone 

Passengers  and  freight  sailings  every  10  days,  5  steamers 

SAN  FRANCISCO-BALTIMORE  SERVICE 

(Passengers  and  Freight) 

Via  Los  Angeles  Harbor,  Manzanillo,  San  Jose  de  Guatemala,  La 
Libertad,  Corinto,  Panama  Canal,  Kingston,  Havana 

S.  5.  Colombia  satis  from  San  Francisco  July  20th,  from  Baltimore  Aug.  30th 

Also  four  Class  Al  steal  steamers  (freight  only)  with  additional  calls  at 

San  Juan  (Porto  Rico),  Jacksonville,  Savannah,  Norfolk 

SHANGHAI-HONGKONG-CALCUTTA  SERVICE 

Between  Shanghai,  Hongkong,  Saigon,  Singapore,  Penang,  Rangoon, 
Calcutta 

Freight  only.     Sailings  every  ten  days — eight  U.  S.  S.  B.  steamers 

ROUND-THE-WORLD  SERVICE 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Dairen,  Tientsin, 
Shanghai,  Manila,    Saigon,  Singapore,  Calcutta,   Colombo,  Bombay, 

Alexandria,   Bizerta,   Marseilles,   Barcelona,   thence   Baltimore, 
Cristobal,  Los  Angeles  Harbor  and  San  Francisco  (via  Panama  Canal) 

Freight  only.     Monthly  sailings — U.  S.  S.  B.  Steamers 

Through  bill*  of  lading  issued  to  and  from  point*  beyond  port*  of  call 
General  Passenger  and  Ticket  office:      621  Market  St.,  San  Francisco 

General  Offices:  508  California  Street,  San  Francisco 

10  Hanover  Square,  N.  Y.      400  Exchange  Place,  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 


Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all. 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  guarantee  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 
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12388— The  Republic  of  France  vs.  Director  General  et  al. 
12438and  Sub^lMo.  1— The  Republic  of  France  vs.  Director 


General 


et  al. 


12439— The   Republic  of  France  vs.   Director  General  et  al. 
1244oln<J   Sub!   No*.   1   and  2— The   Republic  of  France  vs.  Director 

1244inand  Sub!  No.  1— The  Republic  of  France  vs.  Director  General 
12442"and  Sub.  No.  1— The  Republic  of  France  vs.  Director  General 
124431*  i>nd  Sub.  No.  1— The  Republic  of  France  vs.  Director  General 

12444n'and  Sub.   No«.  1   and  2— The  Republic  of  France  vs.  Director 
General  et  al. 

12+45-12453— The  Republic  of  France  vs.  Director  General. 

12453  (Sub.  No».  1  and  2)— The  Republic  of  France  vs.  Director  Gen- 
eral et  al. 

12679— The  Republic  of  France  vs.  B.  &  O. 

12682 — The  Republic  of  France  vs.  West  Shore  et  al. 

12087— The  Republic  of  France  vs.  Lehigh  Valley. 

12888 — The  Republic  of  France  vs.   Erie. 

12689 — The  Republic  of  France  vs.  N.  Y.  C.  et  al.  . 

•OtH — The  Republic  of  France  vs.  Pa.  R.  R. 
JUne  22— Washington.  D.  C.— Examiner  Clarke: 

Finance  Docket  1383— Application  of  the  C.  T.  H.  &  S.  E.  Ry-  Co. 
and  the  C.  M.  &  St.  -P.  Ry.  Co.  for  approval  of  acquisition  or 
control  by  lease'by  the  Jatter  company  of  the  railways,  franchises 
and  other  property  of  the  former  company;  for  authority  for  the 
CM  &  St  P  Ry  Co.  to  assume  liabilities  with  respect  to  bonds 
sid  other  securities;  for  authority  for  the  C.  T.  H.  &  S.  E.  Ry.  Co. 
to  issue  certain  mortgage  bonds  and  ror  a  certificate  of,  public 
convenience  and  necessity. 
June  22— Washington,  D.  C. — Examiner  F.  E.  Brown: 

3666 — In  the  matter  of  regulations  for  the  transportation  of  ex- 
plosives inflammable  and  other  dangerous  articles,  by  freight  and 
express.  (The  hearing  will  be  confined  to  consideration  of  amend- 
ments proposed  by  the  bureau  of  explosives  after  conferences  with 
snippers  and  carriers. 
June  22— Youngstown.  O. — Examiner  Hunter: 

12420— Carnegie  Steel  Co.  vs.  Pa.  R.  R.  et  al. 
June  22 — Providence,  R.  I. — Examiner  Quevedo: 

12492 — Maine  Spinning  Co.  et  al.  vs.  Me.  Cent,  et  al. 
June  22 — Dallas.  Tex. — Examiner  Kephart: 

12485— Southern  Products  Co.  vs.  A.  &  V.  et  al. 

Such  Fourth  Section  departures  as  may  exist  in  the  adjustment  of 
rates  will  be  considered  by  the  Commission  in  the  disposal  of  this 
complaint. 
June  22 — Chicago.  111.— Examiner  Seal: 

10804— Harriett  Oil  and  Gas  Co.  vs.  Director  General  and  L.  &  N. 

12473 — Keokuk  Electric  Co.  vs.  Arkansas  Central  et  al. 
June  23 — Kansas  City,  Mo. — Examiner  Eddy: 

12512 — Feeders'  Supply  Co.  vs.  C.  B.  &  Q.  and  Director  General. 

12413— Waggoner  &  Gates  Milling  Co.  vs.  Mo.  Pac.  et  al. 

Portions  of  Fourth   Section  Applications   458.   N.   C.   &   St.   L.   Ry.: 
1548,  Sou.  Ry.;  1952.  L.  &  N.  R.  R.;  2045,  I.  C.  R.  R.;  2060.  3.  F. 
Tucker;  2138.  M.  &  O.  R.  R.;  3912,  Tenn.  Cent  R.   R.;   4218,  4219 
and  4220,  Mo.  Pac.  Ry.  and  St.  L.  I.  M.  &  S.  Ry. 
June  23 — Chicago,  111. — Examiner  Seal: 

12422 — Lookout  Oil  and  Refining  Co.  vs.  A.  &  V.  et  al. 


June  23— Argument  at  Washington,  D.  O.. 

11B11— General  Electric  Co.  vs.  N.  Y.  C.  et  al. 

11953 B.   i.   DuPont  de   Nemours   &   Co.   vs.    Director   General   and 

Haritan  River  R.  R. 
June  24 — Houston,  Tex.— Examiner  Kephart: 

11495 — Magnolia  Provision  Co.  vs.  Abilene  &  Southern  et  al. 

11117— Magnolia  Provision  Co.  vs.  A.  C.  K  et  al. 

12409— H.  W.  Garrow  &  Co.  et  al.  vs.  G.  H.  &  S.  A.  et  al. 
June  24 — New  Haven,  Conn.— Examiner  Quevedo: 

12134 — The   Manufacturers'   Assn.   of   Connecticut,    Inc.,    vs.   Director 

General. 
June  24 — Argument  at  Washington,  D.  C.: 

11709— Hercules  Mining  Co.  vs.  Director  General  and  Nor.  Pac. 

11417— Northwest  Steel  Co.  et  al.  vs.  O.-W.  R.  &  N.  Co.  et  al. 
June  24 — Chicago.  111.— Examiner  Seal: 

12508 — Illinois  Brick  Co.  vs.  Director  General  and  C.  M.  &  St.  P. 
June  25— Argument  at  Washington,  D.  C.: 

11681 — Oxford  Paper  Co.  et  al.  vs.  Director  General. 
June  25 — Kansas  City,  Mo. — Examiner  Eddy: 

12513— Carnie-Goudle  Mfg.  Co.  vs.  A.  T.  &  S.  F.  et  al. 
June  25 — Chicago,  III. — Examiner  Seal: 

12520— A.  M.  Castle  &  Co.  et  al.  vs.  C.  M.  &  St.  P.  et  al. 
June  27 — Beaumont,  Tex. — Examiner  Kephart: 

12100 — Beaumont  Chamber  of  Commerce  vs.   Beaumont  Wharf  and 
Terminal  Co.  et  al. 

12100  (Sub.  No.  1) — Beaumont  Chamber  of  Commerce  et  al.  vs.  Beau- 
mont. Sour  Lake  &  Western  et  al. 
12523 — Beaumont  Chamber  of  Commerce  vs.  Louisiana  Western  et  al. 

12412 — Texas  Steel  Co.  (R.  S.  Collin  and  W.  H.  Lantz,  receivers)  vs. 
C.  R.  I.  &  P.  et  al. 

12412  (Sub.  No.  1)— Texas  Steel  Co.   (R.  S.  Collin  and  W.  H.  Lantz, 

receivers)  vs.  C.  R.  I.  &  P.  et  al. 
June  27— Portland,  Ore. — Examiner  Flynn: 

12428 — Willamette  Iron  and  Steel  Works,  Inc..  et  al.  vs.  B.  &  O.  et  al. 
June  27 — Chicago,  111. — Examiner  Seal: 

12745 — In   the  matter  of  intrastate   rates   of  the   American   Railway 

Express  Co.  between  points  in  the  state  of  Illinois. 
June  28— Tacoma,  Wash. — Examiner  Flynn: 

12424 — Love-Warren-Monroe  Co.  vs.  C.  M.  &  St.  P.  et  al. 

12421— West  Coast  Grocery  Co.  et  al.  vs.  O.-W.  R.  &  N.  Co.  et  al. 
June  29 — Tacoma.  Wash. — Examiner  Flynn: 

12498— Far  West  Clay  Co.  vs.  C.  M.  &  St.  P.  et  al. 

12499 — Far  West  Clay  Co.  vs.  C.  M.  &  St.  P.  and  Director  General. 


AMERICAN   DOCK  AND  IMPROVEMENT  BONDS 

Authority  has  been  granted  by  the  Commission  to  the  Central 
Railroad  Company  of  New  Jersey,  under  an  order  in  finance 
docket  No.  1431,  to  assume  obligation  or  liability  as  guarantor 
in  respect  of  the  payment  of  the  principal  and  interest  of  not 
exceeding  $4,987,000  of  bonds  of  the  American  Dock  and  Im- 
provement Company.  The  railroad  company  owns  all  of  the 
stock  of  the  dock  company.  The  maturity  date  of  the  bonds  is 
to  be  extended  from  July  1  to  July  1,  1936. 
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Reduce  Your  Damage  Claims 

by  nailing  boxes  right. 
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plete rules  for  nailing 
tells  you  how.  It  is  free. 

Write  for  it. 


By  rail  or  boat,  by  truck  or  wagon, 
through  rain  and  storm,  your  goods 
travel  a  long,  hard  way  from  your 
plant  to  the  retail  store. 
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r, 
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consolidated  machinery  forwarding  service  takes 
away  the  cost.  Try  it  and  see. 
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REDUCTIONS  IN  RATES 

The  solution  of  the  present  freight  rate  situation — 
which  is  one  of  greater  or  less  popular  demand  for  a 
general  reduction,  in  face  of  the  impossibility  of  such 
a  reduction  until  business  revives,  or  operating  costs 
are  greatly  reduced,  or  both — is  in  reducing  at  once 
rates  that  ought  to  be  reduced,  either  because  there  is 
unfairness  resulting  from  the  destruction  of  rate  rela- 
tionships or  because  a  rate  is  so  high  as  actually  to 
interfere  with  the  movement  of  business.  And  such 
rates  are  being  reduced,  as  the  Interstate  Commerce 
Commission  was  able  to  convince  President  Harding, 
as  the  readers  of  this  magazine  ought  to  know,  but  as 
the  general  public  does  not  seem  to  know. 

Rate  reductions  have  been  going  on  ever  since  the 
advance  in  August,  1920.  Figuratively  speaking,  the 
ink  was  not  dry  on  the  tariff  supplements  making  the 
increases  before  they  were  displaced  by  supplements 
making  reductions.  How  many  thousands  of  reductions 
have  been  made  since  then  cannot  be  even  estimated. 
Probably  half  a  million  tariffs  have  been  filed  in  the 
nine  months  since  the  increases  became  operative.  No 
one  has  ever  tried  to  figure  how  many  rates  there  are 
in  the  millions  of  tariffs  on  file  with  the  Commission. 
It  is  safe,  however,  to  assume  that  at  least  half  a  mil- 
lion rates  have  been  reduced  in  the  tariffs  filed  since 
August  26  last. 

However,  a  rate  reduction,  in  a  traffic  man's  way 
of  speaking,  means  a  reduction  involving  a  commodity 
moving  in  large  volume  over  a  considerable  area  or 
over  the  whole  country.  To  say  that  half  a  million 
rates  have  been  cut  since  August  26  would  be  mislead- 
ing to  the  layman  and  ridiculous  to  a  traffic  man.  But 
there  have  been  serious  reductions  since  August  26. 
Only  a  few,  however,  have  been  made  on  the  theory 
that  the  rates  were  so  high  that  they  were  stopping 


traffic.  Practically  all  have  been  made  to  restore  rela- 
tionships. 

Rates  on  alfalfa  and  alfalfa  meal  from  Colorado, 
Utah,  Idaho  and  Wyoming  to  Missouri  and  Mississippi 
River  points  have  been  reduced  because  last  years  crop 
was  not  moving.  A  typical  reduction  was  7.5  cents  per 
100  pounds,  which  is  a_heavy  cut.  Some  cuts  were  as 
high  as  18  cents.  For  the  same  reason  reductions  were 
made  at  the  same  time  on  blackstrap  molasses  and  mo- 
lasses from  beet  sugar  factories,  from  Gulf  ports,  do- 
mestic Louisiana  and  Texas  sugar  cane  mills,  and  from 
beet  factories  to  the  same  destinations.  Some  of  those 
cuts  were  as  high  as  20  cents.  For  the  same  reason,  the 
New  Haven  cut  rates  on  sand,  gravel  and  crushed  rock. 
For  the  same  reason,  rates  on  feeder  cattle  from  Texas 
to  northern  pastures  were  cut.  The  transcontinental 
carriers  propose  reductions  on  vegetables,  apples  and 
melons  from  the  Pacific  coast  and  intermediate  points 
to  destinations  east  of  Chicago  and  the  Mississippi 
River  as  a  result  of  complaints  of  western  growers  and 
conferences  between  them  and  the  carriers.  These  re- 
ductions are  the  only  ones  so  far  that  may  be  taken  as 
an  admission  by  the  railroads  that  rates  were  so  high 
that  they  were  stopping  the  movement  of  traffic. 

Other  reductions  have  been  made  to  restore  rela- 
tionships so  that  either  a  particular  railroad  or  group 
of  roads  could  recapture  the  business  it  formerly  had, 
or  restore  business  to  a  group  of  shippers  it  formerly 
had  been  serving.  Among  the  notable  reductions,  for 
one  or  the  other  reasons  mentioned,  are  the  following: 

Reductions  in  rates  on  wheat  so  as  to  give  Kansas 
City  and  the  Atlantic  ports  a  better  chance  to  handle 
some  of  the  grain  that  had  been  diverted  to  Gulf  ports 
by  reason  of  the  widening  of  the  spread  between  the 
rival  sets  of  ports. 

Establishment  of  a  rate  on  grain  from  Kansas  City 
to  Chicago,  via  Twin  Cities,  11  cents  over  the  rate  over 
the  direct  routes  from  Kansas  City  to  Chicago. 

Reduction  of  28  cents  a  ton  on  lake  cargo  coal  to 
enable  the  northwestern  dock  operators  and  the  eastern 
mines,  from  which  they  obtain  coal,  to  meet  the  com- 
petition from  the  Illinois  and  Indiana  mines.  The  re- 
duction was  not  made  for  the  benefit  of  consumers  in 
the  northwest  or  the  consumers  on  the  banks  of  Lake 
Michigan.  The  users  of  coal  on  the  east  bank  of  that 
lake  are  threatening  formal  proceedings  on  the  ground 
that  the  reduction  gives  to  their  competitors  on  the 
west  bank  of  that  lake,  coal  practically  at  the  same 
price  that  it  is  delivered  to  users  in  Toledo,  while  they. 
although  nearer  the  mines,  must  pay  more. 
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To  the  Industrial  Traffic  Manager 


The  •  dull      IMobile 
serves  •dullport  IWlobile 


orthern 
ew  Orleans 


ITS  SPECIALTY:  Dependable  Freight  Service. 

ITS  AMBITION:  To  serve  you. 

ITS  INVITATION:  To  try  the  route. 

IN  RETURN :  Courteous  treatment,  expedited 
service  and  a  personal  interest  in  your 
shipments  from  origin  to  destination. 


"THE    ROAD    OF    SERVICE" 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 


With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

iS  &  Western  Railroad  «  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 


ing 


class 

Conners^He 
York 


I?60™'  S"**8?  ^  «°?nections  >*  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
line  on  through  traffic  between  the  East  and  West,  North  and  South. 

traflBC  and  °perating  *P"*««t.  coupled  with  motive  power  of  high 


,uni^orm.1y  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville, 
*  e  polnta  On>  'J".  line  and  bey°nd  these  Junctions  in  Central  Freight  Association  and 
.  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 


11 


conncction  ™th  a11  Fast  Freight  Lines  Routes. 

C-  *  •*  W'  R-  R"  BuUdto«'  Indianapolis.  Ind. 


•  Information  as  to  Rat-.  Rn,,^.    ol_t~.  .                                               K>  ln       napoiis,  Ind.               R.  B.  KINKAID,  Assistant  General  Freight  Agent 

^information  etc.,  agk  any  Rai,way  ^^  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  followlns  points,  where  we  have 

JJ«   lUlech   Bnlldlnc,   Springfield     III '  e^Tniile    BujJ*'IJS'j  Cincinnati,    Ohio.                              1210    Barclay    Bide.,    New    York 
8»4    Arc.d.   BniUUnc.    SL    Louim,   Mo  111   p     i       Bi        2'd|rX   Chicae°                              728    Monmdnock    BIdit.,    San    Franctaco,    Calif. 
l»r   RaUway  Bzchance.  K.uu  Cltr    Mo  J,1!?'1   Pltul»"'«l>.   Pa.                             509  Wesley-Roberts  Bldi.,  Los  AnielM,  Calif. 
•*  rotter  Bide.,  Memphis.  Tena.                                      El/  i •,,]„,»-   RM»     q.nttl.    w.«h 


JH  Colman  Bld«..  Seattle,  W«h. 
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Seven  eents  was  taken  off  the  rates  on  lumber  fr»m 
tin-  north  I'arilif  eoast  to  Chicago,  to  enable  tlie  lum- 
bermen in  the  far  northwest  and  the  transcontinental 
lines  that  serve  them  to  compete  with  the  southern  yel- 
low pine  more  nearly  on  the  basis  of  the  spread  in  rates 
that  existed  before  Ex  Parte  74  rates  became  operative. 

Sulphur  rates  from  Texas  to  eastern  points  were 
<nit  so  as  to  enable  Texas  sulphur  producers  to  com- 
pete with  their  Louisiana  rivals. 

Rates  on  salt  and  copper  from  inter-mountain 
points  to  Pacific  ports  were  cut  to  enable  producers  to 
avail  themselves  of  routes  through  the  Panama  Canal 
and  the  Western  Pacific  to  get  revenue  it  would  not 
otherwise  obtain,  because  neither  salt  nor  copper  going 
eastward  would  give  it  as  much  revenue  as  going  west- 
ward, even  if  Utah  salt  could  move  eastward  for  any 
considerable  distance. 

Tin  and  terne  plate  rates  from  the  eastern  mills  to 
the  Pacific  coast  have  been  reduced  to  meet  the  com- 
petition through  the  canal. 

The  transcontinental  carriers  have  filed  supple- 
ments reducing  rates  on  sugar  from  the  Pacific  coast  to 
all  groups  as  far  east  as  Chicago  rate  points,  to  move 
the  crop  of  cane  sugar  refined  on  the  coast  and  the  beet 
crop  from  the  inter-mountain  country  to  the  heavy  con- 
suming centers.  They  are  proposing  to  make  lower 
rates  on  what,  roughly  speaking,  are  schedule  C  com- 
modities both  east  and  westbound.  They  are  also  ask- 
ing fourth  section  permission  to  reduce  rates  on  certain 
commodities — asphalt,  barley,  dried  beans,  canned 
goods,  condensed  milk,  dried  and  evaporated  fruits  and 
rice — that  move  via  rail  and  water  from  Pacific  coast 
terminals  to  New  York. 

These  reductions  have  been  or  will  be  made  be- 
cause the  shippers  and  the  carriers  have  conferred.  The 
Commission  has  supervised  the  conferences  to  prevent 
panic  among  both  carriers  and  shippers  such  as  might 
easily  be  converted  into  a  disastrous  rate  war,  bad  for 
both  shipper  and  carrier.  It  supervised  the  reductions 
on  export  grain  to  prevent  the  creation  of  a  situation 
that  would  constrain  the  lines  serving  the  Gulf  ports  to 
retaliate.  It  supervised  the  lake  cargo  reductions,  for 
what  purpose  has  never  been  clearly  shown.  In  regard 
to  the  reductions  on  alfalfa  meal  and  hay  and  mo- 
lasses, it  supervised  them  to  the  extent  of  going  over 
the  proposals  and  giving  the  carriers  authority  to  make 
the  reductions  on  less  than  statutory  notice.  The  Com- 
mission was  sounded  with  regard  to  short  notice  on 
sugar  reductions.  It  was  not  favorably  inclined,  so  the 
transcontinental  carriers  had  to  file  their  supplement 
making  reductions  on  statutory  notice. 

All  over  the  country  there  have  been  reductions  on 
the  heavy  loading  commodities  such  as  sand,  gravel, 
crushed  rock,  lumber  and  things  of  that  kind  to  meet 
local  situations.  Mr.  Chambers,  in  his  testimony  before 
the  Senate  committee,  showed  that  the  freight  rate  com- 
mittees had  considered  thousands  of  applications  for  re- 
adjustments that  would  re-establish  old  relationships. 

The  outstanding  fact  is  that  the  way  to  obtain  re- 
ductions is  to  show  the  carriers  the  necessity  therefor. 
Then  if  they  will  not  act,  the  Commission  will  listen 


Digestions  for  a  •  •inference  with  a  view  to  seeing 
whether  reduetions  should  not  be  made.  HundmU  of 
formal  complaints  involving  the  increases  made  last 
August  are  on  the  tiles  ,,f  the  (  •.mm:  'ing  through 

the  routine.  They  are  founded  on  disagreements,  as  a 
rule,  that  continued  even  after  conferences  had  been 
held.  On  them  the  formal  judgment  of  the  Commis- 
sion will  have  to  be  expressed. 

There  is  a  general  impression  that  there  will  be 
still  farther  reductions  as  a  result  of  conferences  be- 
tween shippers  and  carriers.  Every  day  is  creating  new 
facts  on  which  carriers  can  base  action.  It  would  seem 
that  the  Interstate  Commerce  Commission  is  handling 
the  rate  situation  with  diligence  and  intelligence,  and 
that  the  matter  can  be  safely  left  in  its  hands. 


PRESIDENT  REA'S  PLAN 

The  plan  suggested  by  President  Rea,  of  the  Penn- 
sylvania, to  the  Senate  interstate  commerce  committee 
is,  in  brief,  that  the  railroads  be  permitted  to  fund  the 
amounts  they  owe  the  government  and  which  are  being 
considered  by  the  latter  an  offset  to  claims  against  the 
government  by  the  railroads,  and  that  the  amounts  ow- 
ing the  railroads  by  the  government  be  paid  in  cash  as 
rapidly  as  may  be.  The  advantage,  from  a  purely  rail- 
road point  of  view,  of  this  plan  is  that  it  would  furnish 
ready  money  to  the  railroads,  and  they  need  it  for  the 
purchase  of  material  and  equipment  and  repair  of  roll- 
ing stock.  The  disadvantage  is  that  it  would  make  the 
government  a  partner  in  the  railroad  business  to  the 
extent  that  it  would  hold  millions  of  railroad  securities, 
and,  generally  speaking,  it  is  a  good  idea  to  divorce  gov- 
ernment and  business— including  the  railroad  business — 
as  completely  as  possible. 

But  we  do  not  think  that  is  a  valid  objection  in 
this  instance.  The  government,  by  taking  over  the  rail- 
roads for  war  purposes,  became  somewhat  more  than 
a  partner  in  the  business,  and,  though  it  is  desirable 
that  the  connection  be  entirely  abolished  as  soon  as 
possible,  the  condition  which  gives  rise  to  the  sugges- 
tion that  the  government  accept  railroad  securities  in 
settlement  of  obligations  contracted  under  government 
operation,  is  one  caused  purely  by  that  government  op- 
eration and  that  it  will  take  time  to  remove.  The  rail- 
roads are  not  responsible  for  it  and  are  entitled  to  the 
utmost  consideration  in  plans  for  curing  it.  If  they 
themselves  had  raised  the  money  which  they  now  owe 
the  government  for  capital  expenditures,  made  under 
government  operation,  they  would  have  had  to  borrow 
it  on  securities  issued  by  them.  It  is  unfair  to  expect 
them  to  make  repayment,  virtually  in  cash,  at  a  time 
when  they  are  unable  to  borrow  advantageously. 

Moreover,  the  question  is  a  wider  one  than  the 
mere  needs  of  the  railroads  or  exact  justice  to  them. 
President  Harding  and  members  of  his  administration 
are  seeking  ways  in  which  to  help  business  generally. 
Here  is  a  way  that  business  may  be  helped  without 
doing  injustice  to  anybody — without,  indeed,  doing  any- 
thing other  than  what  may.  well  be  considered  mere 
justice.  If  the  railroads  have  this  money  they  them- 
selves will  be  helped,  and  they  are  the  second  Ian: 
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industry  in  the  country.  They  are  not  to  be  forgotten 
in  plans  to  help  "business."  By  helping  them  in  this 
way  we  help  business  generally  by  enabling  the  rail- 
roads to  put  their  house  in  order  against  a  time  when 
a  revival  of  business  is  likely  to  put  a  great  strain  on 
their  present  facilities,  badly  in  need  of  repair  and  en- 
largement. We  help  business  specifically  by  permit- 
ting the  railroads  greatly  to  increase  their  purchases  of 
.-ti'i-1  and  other  material.  There  is  perhaps  no  one  thing 
we  could  do  that  would  cause  a  greater  stimulus  to 
business  than  to  supply  the  railroads  with  ready  money. 
If  we  can  do  it  without  loss  or  harm  to  anybody — 
especially  when  to  do  it  is  merely  to  help  the  railroads 
out  of  the  hole  into  which  government  operation  put 
them — why  not  do  it?  There  may  be  good  reasons, 
but  we  have  not  yet  heard  any. 


REVENUE  TRAFFIC  STATISTICS 

The  Traffic  World  Washington  Bureau 

Revenue  traffic  statistics  for  173  class  I  steam  roads,  exclud- 
ing switching  and  terminal  companies,  for  March,  of  this  year, 
compared  with  March,  1920,  show  a  decrease  in  revenue  tons  car- 
ried from  169,769,000  to  128,437,000;  in  revenue  tons  carried  one 
mile  from  32,910,000,000  to  23,962,000,000.  Freight  revenue  de- 
creased from  $324,346,479  to  $319,804,932;  the  revenue  per  ton 
mile  increased  from  98.6  cents  to  $1.335;  and  the  revenue  per 
ton  per  road  increased  from  $1.91  to  $2.49. 

The  figures  for  the  three-month  period  ended  with  March 
show  a  decrease  in  the  revenue  tons  carried  as  compared  with 
1920,  from  515,484,000  to  391,931,000;  the  revenue  tons  carried 
one  mile  decreased  from  95,381,000,000  to  72,970,000,000.  Freight 
revenue  decreased  from  $933,598,957  to  $925,897,144;  the  revenue 
per  ton  mile  increased  from  97.9  cents  to  $1.269,  and  revenue 
per  ton  per  road  increased  from  $1.81  to  $2.36. 

The  number  of  revenue  passengers  carried  decreased  from 
103,837,000  in  March,  1920,  to  90,867,000  in  March,  1921;  the 
revenue  passengers  carried  one  mile  decreased  from  3,533,000,000 
to  3,056,000,00.  Passenger  revenue  increased,  however,  from  $92,- 
128,890  to  $97,020,097;  the  miles  per  passenger  per  road  decreased 
from  34.02  to  33.63;  the  revenue  per  passenger  mile  increased 
from  2.613  cents  to  3.175  cents,  and  the  revenue  passengers  per 
car  decreased  from  18.95  to  16.19. 

In  the  three  months'  period  ended  with  March  the  revenue 
passengers  carried  fell  from  293,351,000  to  268,104,000  in  1921 
as  compared  with  1920.  The  revenue  passengers  carried  one  mile 
decreased  from  10,214,000,000  to  9,282,000,000;  the  passenger 
revenue  increased  from  $266,291,239  to  $290,281,543;  the  miles 
per  passenger  per  road  decreased  slightly,  from  34.82  to  34.62; 
the  revenue  per  passenger  mile  increased  from  2.607  cents  to  3.127 
cents;  and  the  revenue  passengers  per  car  decreased  from  18  68 
to  16.66. 


RAILROAD  REVENUES  FOR  APRIL 

The  Traffic  World   Washington  Bureau 

"The  net  operating  income  in  April  of  the  railroads  of  the 

United  States  totaled  $20,201,000,  or  $1,494,000  less  than  it  was 

i  March,  according  to  reports  just  transmitted  to  the  Interstate 

Commerce  Commission  by  the  carriers,"  the  Association  of  Rail- 

way Executives  said  in  a  statement  made  public  June  13 

'On  the  basis  of  the  tentative  valuation  fixed  for  rate-making 

irposes  by  the  Commission  under  the  transportation  act    this 

ie  at  the  annual  rate  of  return  of  2.18  per  cent  compared 

£1  9Srnn°ftPer  °ent  *?  M^Ch"     The  carriers  *n  April  fall  short 

86,000  or  approximately  64  per  cent,  of  earning  the  amount 

contemplated  by  the  act.    The  tabulations  are  based  on  reports 

eceired  from  201  railroads,  representing  a  total  mileage  of  235  - 

ibo  miles. 

"Comparison  of  the  reports  with  those  for  March  show  that 

ie  railroads  during  April  made  still  greater  cuts  in  their  operat- 

ing expenses,  but  that  their  operating  revenues  were  also  less. 

itoe  ratio  of  operating  expenses  to  revenues  in  April  was  Rfi  74 

per  cent  compared  with  87.19  per  cent  in  March     Reductions 

We  ° 


"Reports  show  that  the  total  operating  revenues  of  the  rail- 

roads of  the  country  in  April  were  $433,181,000,  or  an  increase  of 

7  per  cent  over  those  for  the  same  month  last  year    whUe 

operating  expenses  were  $375,752,000,  or  a  decrease  of  6  2  per 

000  co±frpAHPrlI;th1920'     The  Det  °Perating  income  was  $29201 
OOO^compai     1  with  an  operating  deficit  of  $23,767,000  in  April] 

"In  considering  comparisons  with  April  last  year,  however, 


consideration  must  be  given  to  the  fact  that  railroad  operations 
were  tied  up  that  month  by  the  switchmen's  outlaw  strike. 

"During  the  eight  months  since  Sept.  1,  1920,  when  the  guar- 
anty period  expired,  the  net  operating  income  of  the  carriers  has 
totaled  $279,008,000,  which  would  be  at  the  annual  rate  of  return 
of  2.41  per  cent  on  the  tentative  valuation  of  the  railroads.  This 
sum,  however,  is  $414,253,000  under  the  amount  contemplated  to 
be  earned  from  the  rates  established  by  the  commission. 

"On  the  basis  of  the.net  operating  income  for  April,  carriers 
in  all  districts  as  in  previous  months  fell  far  short  of  earning  a 
return  of  5%  or  6  per  cent.  In  the  eastern  district  the  net  oper- 
ating income  was  at  the  average  annual  rate  of  return  of  2  per 
cent,  in  the  Southern  3.41  per  cent,  and  the  Western  2.01  per  cent. 

"Complete  reports  from  the  eastern  district  show  that  the 
total  operating  revenues  of  the  carriers  there  was  $196,768,000, 
or  an  increase  of  15.5  per  cent  over  that  for  April,  1920,  while 
operating  expenses  were  $170,785,000,  or  a  decrease  of  6.8  per 
cent  compared  with  the  same  previous  month.  The  net  operat- 
ing income  was  $13,126,000,  as  compared  with  an  operating  de- 
ficit of  $24,057,000  in  April  last  year. 

"With  all  roads  reporting,  the  operating  revenues  for  the 
Southern  district  were  $72,161,000,  or  an  increase  of  2.7  per  cent 
over  those  for  April,  1920,  while  operating  expenses  were  $62,- 
419,000,  or  a  decrease  of  2.8  per  cent  compared  with  one  year  ago. 
The  net  operating  income  was  $5,562,000,  or  an  increase  of  79.5 
per  cent,  that  for  April  last  year  being  only  $3,099,000. 

"The  Western  district  reported  operating  revenues  as  $164,- 
252,000,  or  an  increase  of  1.6  per  cent  over  April,  1920,  and  oper- 
ating expenses  as  $142,548,000,  or  a  decrease  of  6.8  per  cent  com- 
pared with  April  last  year.  The  net  operating  income  was  $10,- 
513,000  compared  with  a  deficit  of  $2,809,000  during  the  same 
month  in  1920." 


REVENUE  FREIGHT  LOADING 

The  Traffic  World  Washington  Bureau 

Loading  of  revenue  freight  totaled  787,237  cars  in  the  week 
ended  May  28,  an  increase  of  18,907  cars  over  the  preceding 
week,  when  the  total  was  768,330,  according  to  compilations 
from  carriers'  reports  completed,  June  14,  by  the  car  service 
division  of  the  American  Railway  Association.  In  the  corre- 
sponding weeks  of  1920  and  1919  the  loadings  totaled  898,207 
and  763,761,  respectively. 

The  loading  by  districts  for  the  week  ended  May  28  and 
the  corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  7,456  and  5,295; 
live  stock,  2,723  and  2,652;  coal,  45,301  and  50,718;  coke,  1,151 
and  3,310;  forest  products,  5,840  and  7,922;  ore,  2,596  and  6,530; 
merchandise,  L.  C.  L.,  56,358  and  24,928;  miscellaneous,  69,248 
and  110,084;  total,  1921,  190,673;  1920,  212,439;  1919,  172,408. 

Allegheny  district:  Grain  and  grain  products,  2,893  and 
2,349;  live  stock,  2,981  and  3,031;  coal,  51,443  and  50,563;  coke, 
2,695  and  5,818;  forest  products,  2,418  and  3,443;  ore,  6,996  and 
9,276;  merchandise,  L.  C.  L.,  43,746  and  38,603;  miscellaneous, 
49,635  and  72,168;  total,  1921,  162,807;  1920,  185,251;  1919,  157,- 
312. 

Pocahontas  district:  Grain  and  grain  products,  203  and 
141;  live  stock,  127  and  110;  coal,  23,080  and  17,821;  coke,  45 
and  592;  forest  products,  1,434  and  2,312;  ore,  21  and  253;  mer- 
chandise, L.  C.  L.,  2,599  and  192;  miscellaneous,  5,024  and  10,- 
064;  total,  1921,  32,533;  1920,  31,485;  1919,  32,981. 

Southern  district:  Grain  and  grain  products,  4,862  and 
3,449;  live  stock,  1,794  and  2,010;  coal,  20,424  and  21,221;  coke, 
597  and  118;  forest  products,  14,840  and  18,507;  ore,  758  and 
2,929;  merchandise,  L.  C.  L.,  38,392  and  25,708;  miscellaneous, 
32,583  and  51,545;  total,  1921,  114,250;  1920,  125,487;  1919,  110,- 
714. 

Northwestern  district:  Grain  and  grain  products,  10,942  and 
9,053;  live  stock,  7,183  and  7,981;  coal,  4,644  and  7,837;  coke,. 
711  and  1,191;  forest  products,  13;831  and  16,594;  ore,  16,965  and 
44,708;  merchandise,  L.  C.  L.,  27,226  and  21,709;  miscellaneous, 
31,631  and  42,729;  total,  1921,  113,133;  1920,  151,802;  1919,  133,949. 

Central  western  district:  Grain  and  grain  products,  14,520 
and  8,737;  live  stock,  9,884  and  10,251;  coal,  15,759  and  20,118; 
coke,  186  and  458;  forest  products,  4,798  and  6,167;  ore,  557  and 
4,670;  merchandise,  L.  C.  L.,  29,946  and  22,687;  miscellaneous, 
34,637  and  48,475;  total,  1921,  110,467;  1920,  121,563;  1919,  101,235. 

Southwestern  district:  Grain  and  grain  products,  5,461  and 
4,014;  live  stock,  2,826  and  2,642;  coal,  4,219  and  6,334;  coke, 
220  and  193;  forest  products,  6,936  and  7,302;  ore,  780  and  1,060; 
merchandise,  L.  C.  L.,  16,828  and  16,768;  miscellaneous,  26,104 
and  31,867;  total,  1921,  63,374;  1920,  70,180;  1919,  55,162. 

Total,  all  roads:  Grain  and  grain  products,  46,337  and  33,- 
38;  live  stock,  27,518  and  28,677;  coal,  164,870  and  174,612; 
coke,  5,605  and  11,680;  forest  products,  50,277  and  62,247;  ore, 
28,673  and  69,426;  merchandise,  L.  C.  L.,  215,095  and  150,595; 
miscellaneous,  248,862  and  367,932;  total,  1921,  787,237;  1920, 
898,207;  1919,  763,761. 

L.  C.  L.  merchandise  loading  figures  for  1921  and  1920  are 
not  comparable,  as  some  roads  are  not  able  to  separate  their 
L.  C.  L.  and  miscellaneous  of  1920.  Add  merchandise  and  mis- 
cellaneous figures  to  get  a  fair  comparison. 
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Current  Topics 

in  Washington 


Co-Operation  for  Fruit  and  Vegetable  Producers.— I  'inspected 
ma]    come   out  of  (he  agitation   that  has   been  carried   on 

1 1  us  I   high  freight  rates  by  growers  and  sellers  of  fruits  MM. I 

.•tables.  One  of  the  thoughts  suggested  with  regard  to  the 
fads  brought  out  in  Secretary  Wallace's  market  reporting  pub- 
lication is  that  the  shippers  of  fruits  and  vegetables  need  an 
organization  that  will  tell  each  production  area  where  the  de- 
mand for  given  commodities  Is  such  as  to  warrant  them  send- 
ing certain  quantities.  The  wide  variations  in  price  reported 
by  Secretary  Wallace  as  taking  place  at  given  points,  within  one 
week,  suggest  to  those,  who  have  given  even  superficial  thought 
to  i he  mailer,  (hat  over  large  supplies  were  sent  to  them  as 
soon  as  the  shippers  learned  of  the  fairly  high  prices  that  were 
being  paid  there.  Apparently  everybody  began  shipping  to  the 
points  where  the  prices  were  attractive,  with  the  result  that,  be- 
fore the  end  of  the  week  came,  the  price  had  gone  down  to  such 
a  point  that  there  was  nothing  left  for  the  shipper  whose  prod- 
ucts came  last. 

The  thought  is  distinct  that  there  Is  no  co-operation  of  any 
kind  between  either  the  commission  merchants  or  the  shippers  to 
make  an  accurate  estimate  as  to  how  much  a  given  market  will 
absorb.  The  result  is  an  over-supply  one  week  and  nothing  the 
next.  The  sellers  on  commission,  as  soon  as  they  have  as  much 
merchandise  on  hand  as  they  think  can  be  handled,  naturally, 
it  is  believed,  offer  the  surplus  at  prices  that  look  ridiculous  to 
the  producers.  Retailers,  knowing  the  uncertainty  of  supplies, 
demand  and  receive  as  much  for  what  has  cost  them  practically 
nothing  as  they  demand  and  receive  for  what  they  have  paid  top- 
notch  prices.  Their  experience  has  shown  them  that  the  taste 
of  the  public  is  uncertain  and  that  their  risks  of  spoilage  are 
large. 

The  citrus  fruit  organizations,  which  keep  their  fingers  close 
on  the  market  pulse,  it  may  be  pointed  out,  have  a  simple  task 
in  comparison  with  the  work  that  will  be  cut  out  for  an  organ- 
ization representing  fruit  and  vegetable  growers  throughout  the 
country.  In  the  first  place  there  are  only  two  large  citrus  fruit- 
growing areas  in  the  country,  while  there  are  dozens  of  fruit  and 
vegetable  growing  districts.  The  citrus  fruit  organizations  come 
into  contact  with  the  competition  of  deciduous  fruits,  but  that, 
it  is  believed,  is  not  as  keen  as  that  which  results  when  Virginia 
cabbage  meets  Tennessee  cabbage  in  Cleveland,  or  when  straw- 
berries from  Florida  and  Louisiana  clash  at  Pittsburgh.  Each 
large  vegetable  district  appears  to  have  a  selling  and  traffic 
organization  to  look  after  its  interests,  yet  there  is  no  central 
organization  to  co-ordinate  the  distribution  in  such  a  way  as  to 
prevent  the  disastrous  gluts  that  harm  the  growers,  but  do  the 
consumers  no  good,  resulting  only  in  the  throwing  of  bricks  at 
the  transportation  companies  when  they  are  in  no  better  condi- 
tion than  the  growers  to  withstand  the  financial  stress. 

The  department  of  agriculture  has  a  bureau  of  markets  that 
collects  information,  but  it  does  not  appear  to  have  been  able  to 
devise  a  system  that  will  result  in  a  steady  supply  at  prices  that 
will  be  reasonable  for  the  grower,  the  seller  and  the  consumer. 
At  times  it  has  been  attacked  as  if  it  were  functioning  to  force 
artificial  increases  in  prices,  which  would  be  against  the  in- 
terests of  the  consumers  if  the  price  were  created  by  keeping 
supplies  from  coming  to  an  insufficiently  stocked  market. 


Hoover  and  the  Federal  Trade  Commission. — In  a  speech  to 
wholesale  grocers  recently,  delivered  in  Chicago,  Chairman  Hous- 
ton Thompson  of  the  Federal  Trade  Commission  seemed  to  voice 
a  fear,  on  the  part  of  at  least  some  of  those  composing  that 
organization,  that  the  plans  of  Secretary  Hoover  of  the  depart- 
ment of  commerce  contemplate  the  swallowing,  by  that  depart- 
ment, of  the  trade  commission.  The  head  of  the  body  that  has 
the  distinction  of  probably  having  a  larger  amount  of  disap- 
proval by  the  business  element  of  the  country  than  any  other, 
made  fun  of  Hoover's  suggestions  that  the  business  man  is  en- 
titled to  know  in  advan«e  whether  a  plan  he  has  for  doing  busi- 
ness will  be  deemed  a  violation  of  law.  Thompson  suggested 
that  a  governmental  body  that  would  assume  to  give  out  opinions 
on  moot  questions  would  be  a  fit  subject  for  lunacy  inquiry.  As 
to  production  statistics,  Mr.  Thompson  suggested  that  the  trade 
commission  tried  to  obtain  them  Ions  before  Mr.  Hoover  emerged 
from  the  obscurity  that  was  his  prior  to.his  appointment  as  food 
administrator,  but  that  the  wicked  coal  operators  had  interfered 
with  its  plans  by  going  to  court  for  an  injunction. 

As  to  standardization,  he  suggested  that  the  English  had 
been  advocating  that  for  a  long  time. 

The  amusing  part  of  the  matter  is  that  Hoover  never  claimed 
to  be  the  author  of  the  three  ideas  put  forth.  His  suggestion 
was  that  they  would  be  good  ideas  to  adopt.  His  thought  is,  not 
standardization,  but  a  reduction  in  the  number  of  standard  sizes, 
so  there  will  not  be  the  waste  of  raw  materials  represented  by 


iin-  in,  k  that  inn.  i  lie  >  >trl«d  to  enable  a  man  to  nay  he  ban 
all  sixes  of.  for  Install..  .mtoninhlli-  UfM  All  automobile  tire* 
are  of  standard  K|SCM.  but  ilia  point  thai  Hoover  ban  made  I*  that 
there  are  too  many  Hljindaid  »lzcn.  Americana  were  pioneer*  In 
standardisation,  but  Hoover  thlnkn  that  made  loo  many  Bland- 
ardH.  The  HrlllHh  have  noi  carried  standardization  to  anywl 
near  the  point  \in.-n.  ,m  .  had  attained  before  they  mar 

President  Harding  Economize!  on  Rent — In  other  d»yn,  prob- 
ably more  so  than  now.  pious  men.  wben  on  the  eve  of  in. 
taking  something  hazardous  or  of  extraordinary  difficulty,  a*ked 
for  the   prayers   of   the   congregation,     {'resident   Harding   long 
ago  said  he  Intended  rem  ^mixing  the  departments  of  the  gov- 
ernment and  to  that  end  lias  had  Walter  Ifrown  of  Toledo  come 
to  Washington  to  make   plans.     Usually  talk  about  reform   In 
th«  governmental  department!  in  Washington  Is  taken  with  more 
than  a  due  allowance  for  the  enthusiasm  of  the  reformer.     How- 
ever, as  soon  as  Washlngtonlans  are  convinced  that  tin-  reformer 
is  not  merely  talking  for  the  benefit  of  Buncombe  county,  ti 
is  a  great  ado.     Opposition   to  the   President,   senator  or  r- 
sentative  who  proposes  changes  Is  organized. 

President  Harding  has  discovered  that  bureau  chiefs  are 
human  and  that,  although  they  are  forbidden  to  communicate 
either  directly  or  indirectly  with  congressmen,  they  find  ways 
to  fight.  Therefore,  he  has  served  notice  on  them  that  the  man 
who  opposes  reorganization  will  lose  his  official  head,  because,  in 
the  President's  estimation,  It  Is  more  important  that  the  gov- 
ernment's organization  shall  'be  made  compact  and  efficient  than 
that  a  particular  man  or  set  of  men  shall  be  retained  In  the  gov- 
ernment service.  After  a  while  It  may  be  necessary  to  ask  for 
prayers. 

Reforming  the  government  service  in  Washington  is  not  a 
mere  before-breakfast  job  In  comparison  with  the  cleaning  of 
the  Augean  stables.  The  late  Nelson  W.  Aldrlch,  who  was  an 
able  business  man  as  well  as  a  senator  whose  person  was  a  shin- 
ing mark  for  the  uplifters,  once  estimated  that,  even  before 
President  Wilson  duplicated  all  the  existing  duplications  of 
duplications,  that  a  'busines  man  could  save  $300,000,000  a  year  by 
a  proper  reorganization  of  the  departments  in  Washington.  Aid- 
rich,  however,  was  too  busy  managing  the  Senate  In  those  days 
to  undertake  the  saving  of  money. 

President  Harding,  however,  has  made  one  big  step  In  the 
direction  of  reform  by  ordering  all  departments  to  quit  rented 
quarters  and  get  into  government-owned  structures.  That  has 
been  accomplished  because  the  government,  as  a  tenant,  reserves 
the  right  to  give  up  a  rented  building  on  one  month's  notice. 
The  order  has  driven  the  Shipping  Board  from  the  old  quarters 
of  the  Interstate  Commerce  Commission,  in  the  heart  of  the  re- 
tail business  district,  to  the  out-of-the-way  structure  in  which 
Josephus  Daniels  put  the  navy  department. 

The  order  may  require  the  Interstate  Commerce  Commis- 
sion to  find  quarters  in  a  government-owned  building,  although 
where  space  enough  for  it  is  to  be  found  is  a  large  question.  But 
it  could  be  done.  The  only  question  is  whether  the  President 
has  such  a  degree  of  control  over  a  branch  of  the  legislative  part 
of  the  government  as  to  make  an  order  of  his  operative  against 
it. 


Transferring  Some  of  the  Commission's  Work. — The  possi- 
bility of  the  Commission  being  asked  to  give  up  its  rented  quart- 
ers serves  also  to  remind  one  that  Secretary  Hoover,  in  the 
course  of  his  talks  with  newspaper  correspondents,  has  suggested 
a  reorganization  that  would  have  the  effect  of  transferring  the 
administrative  functions  of  the  Commission  to  the  department  of 
commerce,  over  which  he  presides.  No  one  has  defined  what 
are  the  administrative  duties  of  the  Commission,  or  what  are  the 
judicial  functions  which  he  would  leave  in  the  hands  of  the 
Commission. 

Transfer  of  the  administration  of  the  safety  appliance,  boiler 
inspection,  and  other  laws  of  that  kind,  it  is  admitted,  would  not 
interfere  at  all,  in  any  way,  with  the  Commission's  enforcement 
of  the  rate  regulative  and  valuation  parts  of  the  interstate  com- 
merce law.  The  valuation  work  might  be  transferred  without 
interfering  with  the  chief  part  of  the  Commission's  work.  There 
would  probably  be  no  objection  on  the  part  of  those  who  think 
the  influence  of  shippers  caused  the  Commission  to  be  created 
and  kept  alive. 

It  is  believed,  however,  that  if  Secretary  Hoover  tried  to  take 
anything  else  from  the  Commission  there  would  be  opposition 
from  elements  that  would  not  be  at  all  awed  by  the  thought 
that  they  were  going  contrary  to  the  wishes  of  President  Hard' 
ing.  They  were  not  awed  by  the  hostility  of  President  Wilson. 
as  i  in  bodied  in  the  Railroad  Administration,  when  it  was  deemed 
wise  to  terminate  federal  control.  There  Is  not  one  hundredth 
part  of  the  opposition  to  any  of  President  Harding's  plans  as 
there  was  to  the  McAdnn  plan  to  continue  federal  control,  which. 
presumably,  had  the  approval  of  President  Wilson.  But,  even 
when  the  Commission  does  not  appear  to  be  in  high  favor  with 
a  considerable  element  of  shippers,  the  dislike  never  runs  to 
the  point  of  a  suggestion  that  it  should  have  its  wings  clipped. 
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What  Constitutes  a  Confiscatory  Rate?— The  point  made  by 
the  Fernwood,  Columbia  &  Gulf,  that  a  majority  of  the  com- 
missioners did  not  vote  for  the  decision  made  against  it  in  the 
Swift  Lumber  case,  apparently,  has  not  made  as  much  of  an  im- 
pression as  its  suggestion  that  the  decision  deprives  it  of  its 
constitutional  right  to  charge  rates  high  enough  to  lay  aside  a  re- 
serve that  will  make  whole  those  who  invested  their  money  in  it, 
when  the  road  must  be  scrapped  because  there  is  no  more  timber 
to  be  hauled.  In  support  of  that  contention  it  cited  a  recent  de- 
cision by  the  supreme  court  of  Oregon,  laying  it  down  as  funda- 
mental that  a  corporation  that  devotes  its  property  to  a  public 
use  is  entitled,  as  a  matter  of  right,  to  rates  high  enough  to 
enable  it  to  amortize  its  capital  expenditure  in  the  period  in 
which  the  utility  reasonably  may  expect  to  do  business.  The 
Oregon  court  said  that  rates  not  high  enough  to  enable  the  cor- 
poration to  do  that  did  not  meet  the  constitutional  prohibition 
against  confiscation. 

The  Fernwood  road's  application  for  further  argument  on 
the  matter  is  based  on  the  assumption  that  the  Commissioners 
did  not  fully  appreciate  the  fundamental  character  of  the  deci- 
sion they  were  making  when  they  said  it  was  discriminating 
against  shippers  on  its  line  when  it  declned  to  extend  the  yellow 
pine  blanket  to  points  on  its  rails.  Denial  of  that  application,  if 
made,  will  be  warrant  for  the  company  going  into  court  to  test 
the  legality  of  the  Commission's  decision.  Application  for  re- 
hearing is  a  necessary  formality,  because  until  the  Commission 
has  been  given  an  opportunity  to  retrace  steps  claimed  to  be 
unsound,  no  court  can  know  that  it  is  dealing  with  substance 
and  not  shadow.  A.  E.  H. 


TIME  FOR  FILING  CLAIMS 

The  Traffic  World   Washington  Bureau 

Objection  by  Senator  La  Follette  of  Wisconsin  to  use  of  the 
word  "may"  instead  of  "shall"  in  the  bill  amending  section  206 
(c)  of  the  transportation  act  so  as  to  extend  the  time  for  the 
filing  of  overcharge  claims  originating  during  the  period  of  fed- 
eral control  resulted  in  the  Senate  substituting  "shall"  for  "may" 
before  the  bill  was  passed  June  10  (see  Traffic  World,  June  11, 
p.  1274). 

As  passed  by  the  Senate  the  bill  (S  621)  provides  that  com- 
plaints in  respect  of  overcharges  above  the  legal  tariff  charge 
shall  be  filed  with  the  Commission  within  two  years  after  the 
termination  of  federal  control  against  the  agent  designated  by 
the  President  under  subdivision  (a)  of  section  206.  Passage  of 
the  bill  by  the  House  is  expected  shortly. 

As  reported  by  the  committee,  the  word  "may"  was  used  in 

connection  with  the  filing  of  the  claims  with  the  Commission 

t  was  originally  introduced  the  word  "shall"  was  used' 

"As  proposed  to  be  amended,"  said  Senator  La  Follette   "the 

would  give  them  (shippers)  the  privilege  of  presenting"  their 

laims  within  a  year,  while  as  the  bill  was  originally  drawn  it 

requires  them  to  present  them  within  a  year.    And  it  seems  to 

they  should  be  required  to  present  them  within  the  year; 

there  should  be  a  time  limit  absolutely  fixed  within  which 

it  present  their  claims.     Otherwise  such  claims  would 

be  stringing  along  indefinitely." 

Kellogg,  who  had  charge  of  the  bill  for  the  com- 
mutee,  said  he  had  no  objection  to  the  use  of  "shall"  instead  of 

Senator  Brandegee  said  at  first  glance  he  had  the  same  idea 
B  i  mind  as  expressed  by  Senator  La  Follette,  but  that  " 

2S  rs.-6B2,  h.',  BSS 

"  •»"  »>' 

If  a  man  does  not  want  to  file  a  claim,"  said  he   "he  shmilrl 
?„    hpeh°(mPelledJt0  fi'e  "'     "  8eems  to  ">«  that  the  word  -may' 
6r     °rd'  for  U  siml       er  within  a  vear 


explained  the  Purpose  of  the  bill 


a  SB.-.*  srga 

e  one  year  from  the  first  of  MaVch,  1920     Freight  shTnnPr       * 


thorized  they  should  be  settled,  by  the  agent  of  the  federal  gov- 
ernment, the  Director-General. 

"The  Director-General,  however,  ruled  that  the  claims  must 
be  presented  to  the  Interstate  Commerce  Commission,  and  it 
being  too  late  to  so  present  them,  he  transmitted  all  the  claims 
which  had  come  to  him  to  the  Interstate  Commerce  Commission, 
and  the  shippers  were  left  in  the  lurch.  Since  that  time,  it  is 
fair  to  say,  the  Director-General  is  considering  such  claims,  but 
it  still  remains  a  question  of  doubt  whether  they  must  not  be 
presented  to  the  Interstate  Commerce  Commission  within  the 
year. 

"The  bill  simply  provides  an  additional  extension  of  a  year 
to  shippers  as  to  claims  in  respect  to  overcharges  on  the  tariffs. 
That  is  all  there  is  of  the  bill.  The  Interstate  Commerce  Com- 
mission and  the  Director-General  of  Railroads  have  recommended 
the  bill,  and  all  the  shippers'  associations  have  asked  that  it  be 
passed." 

Senator  Fletcher  of  Florida,  who  introduced  the  bill,  said 
there  might  be  some  question  as  to  whether  the  bill  as  passed 
was  "full  enough  to  cover  all  claims  for  damages,  but,  in  view 
of  the  construction  now  placed  upon  the  act  and  in  view  of  the 
practice  of  the  Interstate  Commerce  Commission  up  to  this  time, 
I  am  inclined  to  think  that  the  bill,  as  amended  by  the  com- 
mittee and  as  recommended  by  the  chairman  of  the  Interstate 
Commerce  Commission,  will  take  care  of  proper  claims  that 
ought  to  be  presented  and  allowed." 

In  his  letter  to  the  committee  relative  to  the  bill,  Chairman 
Clark  stated  specifically  that  it  should  be  limited  to  "straight 
overcharge  claims"  and  the  committee  drafted  the  bill  to  confine 
the  extension  of  time  to  claims  "in  respect  of  overcharges  above 
the  legal  tariff  charge." 

"We  do  not  think  that  such  extension  should  be  made  as  to 
claims  of  a  different  character,"  said  Chairman  Clark  in  his 
letter. 


NUMBER  OF  RAILROAD  EMPLOYES 

The  Traffic  World  Washington  Bureau 

"Reports  received  by  the  Bureau  of  Railway  Economics 
from  175  class  I  railroads  throughout  the  country  show  that 
during  the  first  three  months  of  this  year  those  carriers  reduced 
the  number  of  their  employes  by  about  225,000,  or  approximately 
13  per  cent,"  the  Association  of  Railway  Executives  has  an- 
nounced. Compared  with  the  first  quarter  in  1920,  the  reduc- 
tion was  about  15  per  cent. 

"In  taking  this  action,  which  has  resulted  from  the  necessity 
of  cutting  operating  expenses,  owing  to  the  slump  in  traffic  and 
decline  in  revenue,  the  carriers  have  not  only  reduced  their 
operating  forces  but  have  also  been  compelled  to  reduce  the 
personnel  of  their  repair  shops.  Much  of  the  work  which  has 
been  stopped  as  a  result  of  the  forced  retrenchment,  however, 
will  have  to  be  resumed  as  soon  as  the  earnings  of  the  railroads 
will  permit. 

"The  number  of  persons  employed  by  the  175  railroads  by 
months  during  the  first  quarter  follow: 

Decrease  1921 
1921  1920 

January     l,73+;675  1,893,185 

February     1,592,338  1867622 

March     1,509,597  1,888,068 

Average  1,604,.713  1,887,229  i«.»,  per  cent 

Keports  show  that  the  total  compensation  paid  by  the  175 
railroads  during  the  first  quarter  in  1921  was  $717,425  173  com- 
pared with  $754,653,744  (before  wages  were  increased)  '  or  a 
decrease  of  4.93  per  cent. 

"Even  at  the  reduced  total  for  the  first  quarter  the  rail- 
roads' wage  bill  is  at  the  rate  of  $2,870,000,000  a  year,  as  com- 
pared to  $1,739,000,000  in  1917." 


under  1920 

8.37  per  cent 

14.97  per  cent 

20.05  per  cent 

14.97  per  cent 


CAR  SURPLUS  AND  SHORTAGE 

The  Traffic  World  Washington  Bureau 

The  number  of  surplus  cars  in  the  period  June  1  to  8  totaled 
489,526  as  compared  with  394,040  in  the  preceding  week,  accord- 
ing to  compilations  made  from  carriers'  reports  by  the  car  serv- 
ice division  of  the  American  Railway  Association. 

The  surplus  was  made  up  of  the  following  classes  of  equip- 
ment: Box,  147,656;  ventilated  box,  2,128;  auto  and  furniture, 
»,b07;  flat,  15,481;  gondola,  115,778;  hopper,  46,257;  all  coal,  162,- 
)35;  coke,  10,150;  S.  D.  stock,  20,108;  D.  D.  stock,  1,838;  refrig- 
erator, 14,581;  tank,  774;  miscellaneous,  5,168 

The  shortage  was  449  cars,  made  up  of  328  box  cars,  12  flat 
us,  40  gondolas,  26  hoppers,  16  S.  D.  stock  cars,  12  D.  D.  stock 
cars  and  15  refrigerators 


N.  &  ST.   L.   NOTES  AND   BONDS 

By  an  order  in  finance  docket  No.  1274,  the  Commission  has 
authorized  the  Norwood  &  St.  Lawrence  Railroad  Company  to 
iflonnn   1S/«6>   in   exchange  for  outstanding   promissory   notes, 
not  i««  ? £       01  mortsage  5  per  cent  gold  bonds  on  a  basis  of 
than  81  per  cent  of  par  and  accrued  interest,  and  to 
e  promissory  notes  of  $16,969.50  in  connection  with  the  pro- 
curement of  a  locomotive. 


June  18,  1921 
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Decisions  of  Interstate  Commerce  Commission 


RATES  ON  REFINED  PETROLEUM  OIL 

A  finding  that  the  rates  on  petroleum  oils,  refined,  from 
points  of  origin  in  Oklahoma  and  Kansas  to  Rockford,  111.,  are 
not  unreasonable  or  unduly  prejudicial  has  been  made  by  the 
Commission  in  No.  11371,  Emerson-Brant ingham  Co.  et  al.  vs. 
A.  T.  &  S.  F.,  Director-General,  et  al.,  opinion  No.  6900,  62 
I.  C.  C.  18-21. 

It  has  further  held  that  the  rates  on  crude,  fuel  and  gas 
oils  were  unreasonable  to  the  extent  that  they  exceeded  22 
cents  prior  to  January  1,  1918,  26.5  cents  from  January  1,  1918, 
to  August  25,  1920,  "and  since  that  date  have  been,  are,  and 
for  the  future  will  be,  unreasonable  to  the  extent  of  their  excess 
over  26.5  cents,  subject  to  the  increase  authorized  In  Ex  Parte 
74." 

The  complaint  raised  the  question  of  the  relationship  of 
rates  on  the  higher  grades  of  refined  petroleum  and  those  on 
crude  and  the  lower  grades  of  refined  or  residual  oils.  In  Mid-. 
Continent  Oil  Rates,  36  I.  C.  C.  109,  the  Commission  held  that 
as  a  rule  rates  on  crude,  fuel  and  gas  oils  should  be  5  cents 
lower  than  on  refined  oils.  Complainants  contended  that  Rock- 
ford  should  be  accorded  the  same  rates  as  Chicago,  29.5  on  re- 
fined and  24.5  on  the  lower  grades.  The  rate  to  Rockford  on 
refined  oil,  under  attack,  was  31.5  cents.  That  rate,  higher  than 
to  Chicago,  was  put  in  because  Rockford  is  not  reached  by  the 
main  lines  of  the  carriers  operating  direct  routes  between  Chi- 
cago and  the  southwest,  and  will  not  be  disturbed  by  the  finding 
as  to  the  rates  for  the  future  on  the  lower  grade  oil.  The  lower 
rates  on  the  residual  oils  and  crude  are  to  be  established  on  or 
before  September  10.  Reparation  is  to  be  made  on  the  basis 
indicated. 


MARKING  OF  EXPRESS  PACKAGES 

A  nominal  victory  has  been  achieved  by  the  complainant  in 
No.  11409,  Viscose  Co.  vs.  American  Railway  Express,  opinion 
No.  6905,  62  I.  C.  C.  32-35.  The  Commission  condemned  as  un- 
lawful the  practice  of  the  express  company  of  requiring  a  ship- 
per who  desired  to  use  rates  based  on  values  to  mark  that 
value  on  the  package.  That  practice  was  enjoined  upon  em- 
ployes of  the  express  company  by  the  book  of  rules  which  had 
not  been  filed  with  the  Commission. 

In  disposing  of  the  case,  the  first  division  said  that  "clearly, 
defendant's  rules  and  practice  herein  assailed  limit,  and,  in  fact, 
completely  nullify  the  application  of  rates  which  otherwise  would 
be  available  to  complainant  under  defendant's  published  tariff 
The  facts  of  record  seem  to  show  that  it  would  be  in  the  interest 
of  operating  efficiency  and  not  unreasonable  to  require  shippers 
to  mark  the  value  on  packages  when  shipments  are  subject  to 
rates  based  on  valuation,  but  if  the  defendant  desires  to  enforce 
such  a  regulation,  it  should  be  plainly  stated  in  its  schedules  and 
uniformly  observed.  We  find  that  defendant's  action  in  requir- 
ing shippers  to  mark  the  value  of  their  shipments  on  the  pack- 
age, and  in  refusing  to  accept  shipments  unless  so  marked  by 
shippers,  was,  and  for  the  future  will  be  unlawful  in  the  ab- 
sence of  proper  provisions  in  defendant's  schedules  authorizing 
such  action." 

The  order  of  the  Commission  requires  the  carrier  to  cease 
and  desist  on  or  before  August  10,  in  the  absence  of  proper  pro- 
vision in  its  schedules. 

This  shipper  of  artificial  silk  was  willing  to  furnish  to  the 
express  company  a  duplicate  receipt  showing  the  total  value 
of  each  shipment  and  other  pertinent  information.  The  value  of 
its  shipments  and  prices  made  its  customers,  the  Commission 
said,  vary  according  to  the  season  of  the  year,  the  quantity  and 
quality  shipped  and  other  circumstances.  The  Commission  said 
that  if  shippers  object  to  showing  the  value  of  their  shipments 
they  may  use  a  code  which  defendant  has  adopted  for  that  pur- 
pose. As  early  as  1866  express  companies  required  the  value 
of  shipments,  if  exceeding  $50,  to  be  marked  on  the  package. 
The  express  company  said  that  the  cancellation  of  the  rule  would 
be  detrimental  to  efficiency  in  the  handling  of  its  business  and 
might  result  in  the  application  of  improper  charges  where  the 
waybills  covering  collect  shipments  were  lost  or  mutilated  in 
transit,  and  that  enforcement  of  the  rule  is  a  safeguard  against 
theft  and  pilferage,  as  shipments  of  high  value  are  given 
more  than  ordinary  care  while  in  transit. 

RULES  FOR  RESHIPPING  COTTON 

The  Commission  has  dismissed  No.  11678,  Millsaps  Cotton 
Co.  vs.  V.  S.  &  P.,  Director-General,  as  agent,  opinion  No.  6902, 
62  I.  C.  C.  26-7,  holding  that  the  rules  and  regulations  govern- 
ing concentration,  compression  and  reshipment  of  cotton  at 
Monroe,  West  Monroe  and  Ruston,  La.,  are  not  unreasonable  or 


otherwise  unlawful.  Tln>  regulations  under  assault  require  that 
the  original  paid  freight  bills  covering  the  Inbound  movement 
of  the  uncompressed  cotton  to  the  compress  point  be  surrendered 
at  the  time  the  compressed  cotton  Is  reshlpped.  "as  evidence 
that  such  cotton  Is  entitled  to  rexhlpment;  that  the  point  and 
date  of  original  shipment  be  shown  on  the  face  of  the  outbound 
bill  of  lading;  and  that  the  railroad  agent  cancel  and  retain 
the  original  expense  bills  surrendered  and  endorse  thereon  the 
number  and  date  of  the  waybill  covering  the  outbound  ship- 
ment." 

The  Millsaps  Co.  contended  that  compliance  with  these  regu- 
lations was  burdensome  and  difficult  for  the  reason  that  the 
reshlpper  or  his  agent  often  was  compelled  to  wait  at  the  freight 
station  a  considerable  time  In  some  Instances  more  than  an 
hour  for  the  agent  to  perform  the  clerical  work  Incident  to  the 
readjustment  of  the  freight  charges.  At  Vlcksburg,  where  the 
same  rules  are  in  effect,  the  practice  Is  to  send  outbound  bills 
of  lading  and  Inbound  freight  bills  to  the  freight  station  by 
messenger  and  to  call  for  the  signed  bills  of  lading  and  refund, 
if  any,  at  another  time. 

The  Commission  held  that  the  mere  fact  that  rules  and 
regulations  may  result  in  some  Inconvenience  to  shipper,  does 
not  warrant  a  finding  that  they  are  unreasonable  or  otherwise 
unlawful. 


RATES  ON  PIG  IRON,  S.  E.  TO  UTAH 

In  I.  and  S.  No.  1299,  Pig  Iron  from  Southeastern  Points 
to  Utah,  opinion  No.  6896,  62  I.  C.  C.  7-8,  the  Commission  has 
held  that  the  proposed  increased  rates  on  pig  iron  from  south- 
eastern points  to  Utah  common  points  were  not  justified,  and 
has  ordered  the  suspended  schedules  canceled  on  or  before  July 
19. 

By  schedules  filed  to  become  effective  February  20,  1921,  the 
carriers  proposed  to  increase  the  rates  on  pig  iron  from  produc- 
ing points  in  certain  southern  states,  particularly  Alabama  and 
Tennessee  to  Utah  common  points.  Upon  protest  of  receivers 
of  pig  iron  In  Utah,  the  tariffs  were  suspended  until  July  20. 

For  a  number  of  years,  the  Commission  said,  prior  to  March 
1,  1916,  it  was  the  practice  of  the  carriers  to  publish  the  lowest 
combination  based  on  a  Mississippi  River  crossing  or  other  rate- 
breaking  point,  as  joint  rates  from  Birmingham  and  other  points 
of  origin  to  Utah  common  points.  This  method  of  constructing 
rates  was  abandoned  on  that  date,  when,  in  compliance  with 
fourth  section  order  No.  124,  as  amended  by  order  of  April  30. 
1915,  the  rate  from  Birmingham  to  Salt  Lake  City  was  reduced 
from  $12.08  to  $11,  the  rate  then  in  effect  from  Birmingham 
to  Spokane,  Wash. 

In  justification  of  the  proposed  rates,  the  carriers  testified 
that  they  desired  to  restore  the  old  method  of  publication  of 
combinations  as  joint  rates.  In  support  of  their  contention  that 
the  ton-mile  earnings  of  9.24  mills  on  the  proposed  rate  from 
Birmingham  to  Salt  Lake  City  was  not  too  high,  they  compared 
it  with  the  $1  rate  per  hundred  pounds  in  effect  from  Birming- 
ham to  Spokane,  Butte.  Portland,  Ore.,  Phoenix,  Ariz.,  San 
Francisco  and  Los  Angeles  ranging  from  7.47  mills  to  Portland 
to  10.53  mills  to  Phoenix.  The  Commission  disposed  of  that 
argument  by  remarking  that  there  was  no  evidence  of  a  move- 
ment from  Birmingham  at  the  $1  rate. 

The  protestants  pointed  to  a  decrease  in  the  volume  of  their 
shipments  which  they  said  was  due  to  Increases  in  the  rates  and 
the  use  in  consequence  of  scrap  iron  acquired  locally.  They 
stressed  the  fact  that  Spokane  has  rates  of  $13.335  from  Duluth 
and  $18.37  from  Memphis,  in  which  some  of  the  respondents 
participated.  The  ton-mile  on  the  rates  from  Duluth  and  Mem- 
phis, the  report  showed,  are  lower  than  the  ton-mile  for  the 
longer  haul  from  Birmingham  to  Salt  Lake  City. 


STATUS  OF  INDUSTRIAL  ROAD 

The  Commission  in  a  report  on  the  status  of  the  Wyandotte 
Southern  as  a  part  of  its  continued  story  In  No.  4181,  second 
industrial  railways  case,  and  I.  and  S.  No.  414,  cancellation  of 
rates  In  connection  with  small  lines  by  carriers  In  official  classi- 
fication territory,  opinion  No.  6894,  61  I.  C.  C..  766-60,  with  Com- 
missioner Eastman  dissenting,  has  held  that  the  Wyandotte 
Southern,  owned  by  the  Pennsylvania  Salt  Manufacturing  Co.,  Is 
a  common  carrier  which  may  lawfully  participate  in  joint  rates 
with  other  common  carriers  or  have  its  charges  on  interstate 
shipments  absorbed  by  the  carriers  having  the  line  haul.  As  in 
other  cases  of  like  character,  the  Commission  has  said  that  its 
compensation  must  not  be  more  than  reasonable.  To  the  end 
that  the  Commission  may  have  an  opportunity  to  judjze  whether 
the  compensation  proposed  by  the  line  haul  carriers  would  be  no 
more  than  reasonable,  a  complete  and  specific  statement  of  any 
basis  agreed  upon  for  compensation  must  be  filed  with  the  Com- 
mission immediately  upon  Its  adoption. 
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The  Wyandotte  Southern  owns  a  railroad  in  Wyandotte, 
Mich  consisting  of  one  mile  of  main  track  and  3.25  miles  of  spur 
track  and  sidings.  In  addition,  it  leases  1.25  miles  of  yard  tracks 
from  the  proprietary  salt  company.  Practically  all  the  tracks 
except  the  one  mile  of  main  track,  the  Commission's  report  says, 
are  located  in  and  around  the  various  buildings  comprising  the 
plant  of  the  salt  company.  The  main  line  was  formerly  owned  by 
the  Michigan  Central,  which  from  1901  to  1908  switched  all  cars 
to  and  from  the  industries  located  thereon.  The  Wyandotte 
Southern  flies  tariffs  and  annual  reports  with  the  Commission 
and  is  operated  independently  of  the  controlling  interest. 

The  road  performs  common  carrier  service  for  two  industries 
neither  of  which  is  connected  directly  or  indirectly  with  the  con- 
trolling industry.  There  is  considerable  land,  the  report  says, 
between  the  Wyandotte  Southern  and  the  connecting  trunk  lines 
upon  which  industrial  plants  may  be  built.  The  Wyandotte 
Southern  formerly  had  two  team  tracks  from  which  10  cars  of 
freight  were  handled  in  1918.  The  present  practice  is  to  place 
a  car  for  team  track  delivery  upon  the  siding  most  convenient 
for  the  shipper  or  consignee. 

RAILROAD  NOT  COMMON  CARRIER 

The  Wyandotte  Terminal  Railroad  Co.,  at  Wyandotte,  Mich., 
controlled  by  the  Michigan  Alkali  Co.,  according  to  a  report  in 
No.  4181,  second  industrial  railways  case  and  I.  and  S.  414,  cancel- 
lation of  rates  in  connection  with  small  lines  by  carriers  in 
official  classification  territory,  opinion  No.  6895,  62  I.  C.  C.,  1-6,  is 
not  a  common  carrier  subject  to  the  interstate  commerce  act. 

All  the  shippers  served  by  it  are  affiliated  with  the  terminal 
railroad  company,  so  that  in  the  estimation  ft  the  Commission 
it  is  not  a  common,  carrier.  That  opinion,  however,  does  not  run 
to  the  extent  of  precluding  the  payment  by  trunk  lines  to  the 
terminal  under  section  15  for  the  performance  by  it  of  any  part  of 
the  service  customarily  included  in  the  interstate  line  haul  rate 
in  the  Detroit  district  which  the  trunk  lines  do  not  elect  to  do 
for  themselves. 

In  this  case,  the  terminal  company  sought  to  have  its  present 
allowance  of  $2  per  car  increased  to  $3.50  per  loaded  car.  In  sup- 
port of  a  contention  that  that  would  be  a  reasonable  allowance,  it 
submitted  cost  data  purporting  to  show  that  the  cost  per  loaded 
car  increased  from  $1.441  in  1914  to  $2.747  in  1918. 

The  Commission  said  that  the  data  were  not  sufficient  to 
justify  it  approving  an  increase  in  the  allowance  to  $3.50  per 
car.  It  indicated  that  the  trunk  lines  might  elect  to  perform 
this  service  and,  therefore,  that  it  would  not  be  warranted  in 
making  an  allowance. 


RATE  ON  WET  PHOSPHATE  ROCK 

An  increase  of  more  than  200  per  cent  in  the  rates  on  wet 
phosphate  rock  from  Alana  to  Agricola,  Fla.,  a  distance  of  sev- 
enteen miles,  has  been  condemned  as  unreasonable  in  No.  11568, 
Swift  &  Co.  vs.  Director-General,  as  agent,  opinion  No.  6892^ 
61  I.  C.  C.  751-752,  because  and  to  the  extent  that  it  exceeded 
100  per  cent.  The  200  per  cent  plus  increase  was  made  on 
June  25,  1918,  when  the  10  cents  per  long  ton  rate  was  changed 
to  $15  per  car.  In  December,  1919,  that  rate  was  replaced  by 
a  rate  of  20  cents  per  long  ton,  which  the  Commission  said  was 
not  unreasonable.  The  average  lading  is  45  tons,  the  minimum 
being  the  marked  capacity.  The  complainant  does  all  the 
switching  with  its  own  engines  at  origin  and  destination,  the 
railroad  having  no  service  to  perform  other  than  of  hauling  it 
in  a  train  after  the  complainant's  engine  has  done  the  switch- 
ing. The  complainant  takes  the  car  when,  it  has  been  set  out 
of  the  train.  The  wet  phosphate  rock  is  taken  to  Agricola  for 
drying  and  is  then  sent  out  through  Alana  to  consuming  des- 
tination. Reparation  is  to  be  made  to  the  basis  of  the  20-cent 
rate. 


W.-V.   R.   R.  COMMUTATION   FARES 

In  a  report  on  I.  and  S.  1297,  Fares  of  the  Washington-Vir- 
ginia Railway  Company  (mimeographed,  without  opinion  number 
or  paging),  the  Commission  said  that  the  carrier  had  justified  the 
roposed  increase  in  the  single  fare  and  commutation  fares   in 
The  road  serves  Virginia  suburbs  of  Washington     The  sus- 
pended schedules  establish  the  single  fares  on  approximately  a 
three  cents  per  mile  basis. 


NITRE  CAKE,   UTAH   AND  CAL.,  TO   NEVADA 
An  award  of  reparation  has  been  made  in  a  report  by  Com- 
missioner Daniels,  on   No.   11513,   Nevada  Consolidated   Copper 
Co.  vg.  Bingham  &  Garfield,  Director-General,  et  al    opinion  No 

-     •  Hi  22'25'  °D  a  h°ldin8  that  the  clkss  rates  on  num^ 
shipments  of  nitre  cake  from  Bacchus  and  Garfield 

£'  Utah>  and  Hercules-  Cal.,  to  McOill,  Nev.,  between  June 
8.  and  January  13,  1919,  were  unreasonable  toThe  extent 
that  they  exceeded  47.5  cents  from  Hercules  and  32.5  cents  from 
Bacchus  and  Garfteld  Smelter.  The  complainant  contended  thS 
«  nitre  cakf  is  a  low-grade  commodity,  loading  heavily  the 
imposition  of  class  rates  on  4,000,000  pounds  was  unreasonable 
The  Director-General  contended  that  the  movement  was  un- 


usual and  sporadic  and  that,  therefore,  there  was  no  reason 
for  a  retroactive  departure  from  the  normal  class  basis.  He 
also  contended  that  commodity  rates  were  established  upon  re- 
quest without  unnecessary  delay.  The  Commission  held  that, 
except  on  two  carload  shipments  from  Hercules  on  June  25,  1918, 
and  July  17,  1918,  made  for  experimental  purposes,  the  rates  as- 
sailed were  unreasonable  to  the  extent  that  they  exceeded  the 
subsequently  established  rates  of  47.5  and  32.5  cents. 

GLASS   SAND,   GUION,  ARK.,  TO   AUGUSTA,   KAN. 

An  award  of  reparation  on  account  of  an  unreasonable  rate 
on  glass  sand  from  Guion,  Ark.,  to  Augusta,  Kan.,  has  been 
made  in  No.  11343,  Odell-Daly  Material  Co.  vs.  A.  T.  &  S.  F., 
Director-General,  et  al.,  opinion  No.  6898,  62  I.  C.  C.  12-13.  Rep- 
aration is  to  be  made  down  to  the  basis  of  a  rate  of  13  cents. 
Charges  were  collected  on  the  shipments  that  moved  via  the 
Frisco  at  a  rate  of  26.5  cents,  the  basis  for  which  the  report 
said  was  not  shown,  and  on  two  Santa  Fe  shipments  at  17.5 
cents.  In  May,  1919,  a  rate  of  11.5  cents  was  established,  so 
no  order  for  the  future  is  necessary. 


EXPORT  RATES  ON  GASOLINE 

The  Commission  has  dismissed  No.  11354,  Producers'  Re- 
fining Co.  vs.  Gulf,  Colorado  &  Santa  Fe,  Director-General,  et  al., 
opinion  No.  6899,  62  I.  C.  C.  14-17,  holding  that  the  rates  on  gasoline 
from  Gainesville,  Tex.,  to  Kassel,  Avondale  and  Westwego,  La.,  for 
export,  in  the  fall  of  1918,  were  not  unreasonable,  and  the  com- 
plainant had  not  shown  itself  to  have  been  damaged  by  the 
undue  prejudice  alleged.  Commissioner  Daniels  said  that  the 
record  disclosed  that  export  rates  on  gasoline  from  Oklahoma 
were  depressed  by  competition.  The  rates  under  attack  were 
34.5  cents  to  Kassel  and  37.5  to  Avondale  and  Westwego.  The 
contemporaneous  export  rate  from  Oklahoma  points  was  24.5 
cents.  Commissioner  Daniels  said  the  fact  that  the  rates  from 
Gainesville  were  subsequently  reduced  to  the  Oklahoma  basis 
did  not  show  either  that  they  were  unreasonable  or  that  the 
rates  from  Oklahoma  and  Kansas  gave  the  shippers  in  those 
states  an  undue  advantage. 


RATES   ON   TOMATOES  TO   VINCENNTS,   IND. 

An  award  of  reparation  on  account  of  an  unreasonable  rate 
on  ripe  tomatoes  from  Jackson  and  St.  Francisville,  111.,  to  Vin- 
cennes,  Ind.,  has  been  made  in  No.  11707,  Dyer  Packing  Co.  vs. 
Director-General,  as  agent,  Big  Four,  et  al.,  opinion  No.  6903, 
62  I.  C.  C.  28-29.  The  carriers  charged  12.5  cents  on  36  carloads 
of  tomatoes  shipped  between  August  16  and  September  27,  1918. 
The  complainant  alleged  that  the  rate  was  unreasonable  to  the 
extent  that  it  exceeded  the  rate  of  4.5  cents  and  demanded  rep- 
aration. On  Sptember  20,  1918,  a  rate  of  4.5  cents  was  estab- 
lished from  Jackson,  and  on  October  28,  1918,  a  rate  of  6.5  cents 
was  established  from  St.  Francisville.  The  Big  Four  contended 
that  an  intrastate  rate  of  4.5  cents  in  Indiana  duplicated  by  them 
from  Jackson  was  a  missionary  rate  and  not  a  reasonable  one, 
such  as  they  established  from  St.  Francisville.  The  desire  in 
establishing  the  so-called  missionary  rate  was  to  encourage  can- 
ning factories. 


PINE   OIL,   PENSACOLA,    FLA.,  TO    MIAMI,   ARIZ. 

In  a  report  on  No.  11283,  Miami  Copper  Co.  vs.  Arizona  East- 
ern, and  Director-General,  opinion  No.  6906,  62  I.  C.  C.  35-38,  the 
Commission  has  held  that  the  applicable  rates  on  pine  oil,  in 
tank  cars  from  Pensacola,  Fla.,  to  Miami,  Ariz.,  from  March 
15,  1918,  to  August  25,  1920,  were  unreasonable  because  and  to 
the  extent  that  they  exceeded  $1.44  per  100  pounds,  and  that 
the  existing  rates  will  be  unreasonable  to  the  same  extent,  sub- 
ject to  the  increases  authorized  by  Ex  Parte  74.  The  carriers 
are  to  establish  rates  on  the  basis  indicated  on  or  before  Au- 
gust 17. 

In  the  early  part  of  1918  the  applicable  rate  was  a  combina- 
tion of  $1.63.  After  June  25,  and  to  February  19,  1919,  the 
combination  was  $2.04,  and  between  February  20,  1919,  and 
August  25,  1920,  the  combination  was  $1.915. 

The  allegation  of  unreasonableness  and  demand  for  repara- 
tion were  based  upon  a  rate  of  $1.015,  the  sum  of  rates  in  effect 
from  June  25,  1918,  to  August  25,  1920,  composed  of  the  sixth 
class  rate  of  20  cents  from  Pensacola  to  New  Orleans  on  pine 
oil,  plus  a  commodity  rate  of  81.5  cents  from  Slidell,  La.,  to 
Miami,  on  "pine  tar  flotation  oil."  The  complainant  contended 
that  there  was  no  inherent  difference  between  pine  oil  and  pine 
tar  oil  shipped  to  the  mining  towns  and  that  the  rates  on  pine 
oil  should  not  exceed  those  on  pine  tar  flotation  oil. 


CHARGES   FOR    INTERPLANT   COAL   MOVEMENTS 

An  award  of  reparation  on  account  of  an  unreasonable  rate 

has  been  made  in  No.  11536,  Crucible  Steel  Co.  of  America  vs. 

Baltimore    &    Ohio,    Director-General,    et   al.,    opinion   No.   6893, 

1   I.   C.   C.   753-755,   the   Commission   holding   that   the   charges 

ssessed   on   coal   for  movements   in   Pittsburgh   during   federal 

control,  by  complainants'  own  power,  were  unreasonable  to  the 

extent  that  they  exceeded  $2.50  per  car  for  one  kind  of  move- 
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nil-Hi,  iiiul   $r>   p.  i    car   for  each  or   tin-  other  different    kinds  of 
movement.     'I'll-'    iiiineinents    in    question    weiv    In  I  \M  ,  ,i    plants 
ni    tin-  c(iiii|ilaiii:iiii.  and   three   kinds   were  Involved.     The   . 
IM in.-,  I'm-  iln>  ilil'l'i-i-ciii   moM-menis  wi'i-e  5(1(1  feel,  :!,800  feet  and 

i.: feel 

Prior  to  June  25,  1918,  the  charge  for  the  shorten!  haul  was 
$2,  whether  li;indled  liy  eiirrier  or  shipper  power.  On  .lime  25 
the  r:iies  on  the  respei •! i\e  charges  were  increased  by  If!  rents 
per  inn.  lesulting  In  revenue  of  $8  and  more  per-  rar.  The  re- 
strictions on  movements  NOH.  2  and  3.  requiring  the  use  of  com- 
plainants' power,  was  left  unehanged.  On  Deeemiiei-  L'ti,  I 
the  charge  for  earh  of  the  three  movements  was  rediieeil  to  $5 
and  mi  .June  2,  1919,  the  charge  for  No.  1  became  $2.50  with  the 
restriction,  "when  handled  by  individual  power."  The  com- 
plainant asked  for  reparation  to  basis  of  the  subsequently  estab- 
lished charges  and  the  Commission  has  so  ordered. 


SWITCHING   AND  ABSORPTION   AT  TOLEDO 

In  a  report  on  I.  &  S.  No.  1300,  Absorption  of  Switching 
U-gea  at  Toledo,  opinion  No.  G904,  62  I.  C.  C.  30-31,  the  Com- 
mission has  held  thai  the  Hocking  Valley  had  not  justified  a  re- 
duction in  the  absorption  of  switching  charges  at  Toledo.  The 
I  lucking  Valley  contended  that  under  Ex  Parte  74  It  was  re- 
quired to  absorb  only  40  per  cent  of  the  increased  switching 
charges.  The  Commission  said  the  mere  fact,  if  true,  that  the 
Hocking  Valley  was  obliged  to  absorb  not  more  than  40  per  cent 
of  the  switching  charge  did  not  in  itself  justify  the  increased 
charges  to  shippers  which  would  have  resulted  from  the  pro- 
posal of  that  carrier.  The  Hocking  Valley  based  its  action  upon 
a  tariff  provision  contained  in  the  Commission's  report  on  Ex 
Carte  71.  The  Commission  said  that  even  if  its  construction  of 
thai  language  was  correct  it  would  not  justify  the  proposed  In- 
creased charges  upon  shippers. 


BOLTS,   KANSAS   CITY   TO   TEXAS 

A  finding  of  non-justification  has  been  made  in  I.  and  S. 
No.  1302,  Iron  or  Steel  Bolts,  less  than  carload,  from  Kansas 
City  to  Texas  points,  opinion  No.  6897,  62  I.  C.  C.  9-11.  The 
Commission  held  that  the  proposed  increase  in  rates  from  Kan- 
sas City  to  Galveston,  Beaumont  and  points  taking  the  same 
rates,  with  certain  exceptions,  had  not  been  justified.  The  Com- 
mission found  that  the  carriers  had  not  justified  the  proposed 
rates  which  would  be  in  excess  of  the  New  Orleans  combinations 
and  in  excess  of  the  rates  contemporaneously  in  effect  from  St. 
Louis  through  Kansas  City  to  the  same  destinations.  The  find- 
ing is  without  prejudice  to  the  filing  of  rates  not  in  excess  of 
the  New  Orleans  combination  and  the  rates  from  St.  Louis  to 
Kansas  City. 


MINOR  COMMISSION  ORDERS 

The  Commission  has  granted  petition  of  defendant  Indiana 
Harbor  Belt  Railroad  for  re-hearing  in  No.  11105,  United  Chem- 
ical &  Organic  Products  Co.  vs.  Director-General,  Indiana  Har- 
bor Belt  Railroad,  et  al. 

Petition  of  defendants  for  re-hearing  in  No.  11011,  Live 
Poultry  and  Dairy  Shipper's  Traffic  Association  vs.  Director-  Gen- 
eral, A.  T.  &  S.  F.,  et  al.,  has  also  been  denied. 

The  Commission  has  denied  complainant's  petition  for  re- 
argument  in  No.  11340,  Bridgeman-Russell  Co.  et  al.  vs.  Great 
Lakes  Transit  Corporation  et  al. 

Having  received  advice  that  the  complaint  has  been  satisfied, 
the  Commission  has  dismissed  No.  11527,  The  West  Virginia 
Rail  Co.  vs.  Chesapeake  &  Ohio  Railway,  Director-General,  et  al. 

The  Commission  has  authorized  the  carriers  affected  by  No. 
6194,  Holmes  &  Hallowell  vs.  Great  Northern,  Director-General, 
et  al.,  and  the  dozen  or  more  related  cases  to  establish  the  rates 
therein  ordered  upon  not  less  than  15  days'  notice.  Except  for 
this  permission  they  would  have  to  give  30  days'  notice. 

The  Commission  has  reopened  for  further  hearing  No.  11894, 
Indiana  rates,  fares  and  charges,  for  the  purpose  of  determining 
whether  the  charge  for  the  transportation  of  live  stock  from  the 

k  yards  of  the  Belt  Railroad  &  Stocks  Yards  Company  at 
Indianapolis  to  the  Kingan  &  Co.  plant  at  the  same  city,  in 
effect  prior  to  January  28,  1921,  was  related  to  any  interstate 
charge  in  such  manner  as  to  contravene  the  provisions  of  the  act. 

The  Commission  has  reopened  for  further  argument  No. 
11299,  William  Wylie  Beall  vs.  Wheeling  Traction  Co.,  and  No. 
11299  (Sub-No.  1),  Charles  J.  Schuck  vs.  Wheeling  Traction  Co. 
The  order  of  the  Commission  In  these  cases,  however,  will  re- 
main in  full  force  pending  such  further  argument  and  consid- 
eration thereof.  The  cases  will  be  argued  June  27  at  Washing- 
ton. 

The  State  Corporation  Commission  of  the  State  of  New  Mex- 
ico has  been  permitted  to  intervene  in  No.  12706,  Amarillo  Board 
of  City  Development  vs.  Ft.  W.  &  D.  C.  Ry.  et  al. 

The  Tavern  Rock  Sand  Company  has  been  permitted  to  in- 
tervene in  No.  12469,  the  Silica  Sand  Producers'  Traffic  Assn. 
(Armourdale  division)  vs.  Missouri  Pacific  et  al. 

The  Strokel  Foundry  Co.  has  been  permitted  to  Intervene  In 
.No.  124.r,r>.  Homer  Furnace  Co.  vs.  Director-General,  N.  Y.  C.  et  al. 

The  Commission  has  dismissed   No.  11392,   Harlan   County 


i  ipei.iior*'  A- -n  et  al  »•.  ]..  ft  N.  et  «!..  al  th«  complain- 
anln'  M  '|i; 

The  Commission  has  n  opened  No  11422.  Proctor  ft  Gamble 
Co.  VM.  liin-i -inr  <;•  ni-ral.  In,  further  consideration  on  the  record 
as  made  Tin-  complainant  In  thin  cane  petitioned  HIP  CnnimlH- 
slon  for  a  reopening  for  further  consideration 

rniiiplalnant'K  petition  for  a  rehearing  of  No.  10763.  Harlem 
1-Ved  ,v  lirocery  Co.  vs.  Director-General  and  l.ehl(?h  Valley,  has 
been  denied. 

On  petition  of  complainant,  tin-  CominlxKlon  has  reopened 
for  further  hearing  No.  lll.',7,  Central  I'cnnxylvanla  Lumber  ('<>. 
vs.  Director-General.  I'.  It  It.  et  al. 

On  request  of  complainants,  the  Commission  has  dismissed 
the  following  cases:  12:ioi.  Indiana  Ilrick  Manufacturers'  Aimn. 
vs.  A.  T.  &  S  F.  el  al.;  12227,  Drlscoll  Coal  &  Wood  Co.  et  al.  vs. 
Director-General;  12406,  Oakland  Chamber  of  Commerce  et  al. 
vs.  Southern  Pacific;  122U!),  Portland  Traffic  &  Transportation 
Assn.  vs.  O.-W.  R.  &  N.  Co.  et  al.;  12543,  the  Colorado  Fuel  & 
Iron  Co.  vs.  Director-General  and  Colorado  &  Southern,  and  12472, 
the  Miller  Petroleum  Co.  et  al.  vs.  A.  T.  &  8.  F.  et  al 

Petitions  of  the  defendants  for  further  hearing  of  the  follow- 
ing cases  have  been  denied  by  the  Commission:  llnoo.  Lehigh 
Portland  Cement  Co.  vs.  Director-General,  B.  ft  O.  et  al.:  111"*;. 
United  Iron  Works,  Inc.,  vs.  Director-General,  St.  L.-S.  F.  Ry.  et 
al.;  11056,  Keeler  Lumber  k  Fuel  Co.  vs.  Director-General.  C.  C. 
C.  &  St.  L.  ct  al.,  and  109n_'.  K.  n.  Edwards  vs.  Director-General, 
A.  T.  &  S.  F.  et  al. 

Complainant's  petition  for  rehearing  of  No.  10792,  Joseph  L. 
Leiberman  Iron  Co.  vs.  Director-General,  Wabash  et  al.,  has 
been  denied. 

Petition  of  the  complainants  and  of  the  Director-General  for 
further  consideration  of  N'o.  11161,  Illiff-Bruff  Chemical  Co.  vs. 
Director-General,  C.  &  K.  I.  et  al..  has  been  denied. 


INFORMATION  ON  SHORT  TERM  NOTES 

The  Traffic  World  Washington  Bureau 

The  Commission  has  issued  an  order  setting  forth  what  in- 
formation a  carrier  shall  submit  in  complying  with  the  provisions 
of  paragraph  (9)  of  section  20-a  of  the  interstate  commerce  act, 
governing  issuance  of  notes  maturing  not  more  than  two  years 
after  the  date  thereof  and  aggregating  (together  with  all  other 
than  outstanding  notes  of  a  maturity  of  two  years  or  lens)  not 
more  than  5  per  cent  of  the  par  value  of  the  securities  of  the 
carrier  then  outstanding.  Approval  of  the  Commission  is  not 
required  for  the  issuance  of  such  securities,  except  that  any  sub- 
sequent funding  of  such  notes  must  be  authorized  by  It,  but  a 
certificate  of  notification  must  be  filed  with  the  Commission  giv- 
ing information  thereon.  The  order  sets  forth  the  information 
to  be  given  in  the  certificates,  which  shall  include  the  amount  of 
the  issue,  date  of  maturity,  the  price  at  which  the  issue  is  dis- 
posed of,  the  rate  of  interest,  etc. 


TARIFF   FILING    RULE   SUSPENDED 

The  Commission,  in  special  permission  No.  533C8,  has  sus- 
pended, until  December  31,  that  portion  of  rule  9  (e)  of  Tariff 
Circular  18-A,  which  forbids  the  filing  of  a  third  supplement  to  a 
tariff  containing  more  than  111  pages  unless  the  smaller  of  the 
two  preceding  supplements  contain  more  than  ten  per  cent  of 
the  number  of  pages  of  the  proposed  third  supplement.  This 
suspension  was  made  on  account  of  the  great  expense  and  delay 
that  is  being  caused  by  the  large  number  of  tariff  changes  that 
are  necessary  on  account  of  outstanding  orders  of  the  Commis- 
sion incident  to  Ex  Parte  74,  and  also  the  decisions  In  other 
cases.  Each  supplement  that  violates  the  rule  is  to  be  appropri- 
ately marked  so  that  the  users  of  tariffs  will  know  what  has 
been  done  and  not  be  misled  by  their  remembrance  of  the  rule. 


APPLICATION  FOR  CONSTRUCTION  DISMISSED 
Because  the  Big  South  Fork  Railway  Company  of  Tennessee 
has  refused  additional  information  requested  by  the  Commission 
in  connection  with  the  company's  application  for  authority  to 
construct  a  line  of  railroad  In  Scott  county.  Tennessee,  the  ap- 
plication has  been  dismissed.  The  company  filed  its  application 
August  10,  1920.  A  partial  return  to  a  questionnaire  was  filed 
October  8,  1920.  On  November  13.  November  22  and  December 
30,  1920,  and  on  January  20  and  March  14,  1921,  the  Commission 
made  request  for  more  information,  but  the  company  has  failed 
to  furnish  the  information,  the  Commission  said,  in  Its  order  of 
dismissal. 


UNIFORM  STEAM  ROAD  ACCOUNTING 
The  Commission  has  issued  a  circular  in  the  matter  of  a 
uniform  system  of  accounts  to  be  kept  by  steam  roads,  the  pur- 
pose of  which  Is  to  prescribe  the  form  In  which  the  accounts 
for  maintenance  of  way  and  structures  and  of  equipment  shall 
be  kipt.  if  and  when  a  carrier  adopts  the  budget  system  for 
that  part  of  its  operating  expense  accounts.  The  rules  provide 
for  a  system  of  debits  and  credits  to  the  monthly  estimate  of 
expenditures  for  the  operating  expenses  attributed  to  the  main- 
tenance of  way  and  structures  and  of  equipment.  The  rules 
are  to  cover  the  current  year  or  that  part  of  It  which  comes 
within  the  period  in  which  the  budget  system  was  organized. 
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Tentative  Reports  of  the  Commission 


RATES  ON  ANTHRACITE  COAL 

In  a  report  on  No.  11463,  Lebigh  Valley  Coal  Co.  vs.  Direc- 
tor-General; No.  11192,  Lehigh  Valley  Light  &  Power  Co  vs. 
same  and  Lehigh  &  New  England;  and  No.  11692,  Lehigh  Coal 
&  Navigation  Co.  vs.  same,  Assistant  Chief  Examiner  Ulysses 
Butler  and  Examiners  Frank  E.  Mullen  and  Warren  H.  Wagner 
recommended  that  the  Commission  condemn  as  unreasonable 
rates  on  unprepared  anthracite  coal,  from  mines  and  culm  banks 
on  the  Lehigh  Valley  railroad,  in  the  Lehigh  and  Wyoming 
regions  to  breakers  in  the  same  regions,  for  preparation  or  re- 
preparation  and  forwarding  by  way  of  ihe  Lehigh  Valley,  result- 
ing from  General  Order  28  and  various  freight  rate  authorities 
after  that  date  and  award  reparation. 

A  similar  finding  and  a  like  award  have  been  recommended 
as  to  rates  on  the  same  kind  of  coal  from  Rahn  colliery  at  Seek, 
Pa.,  to  other  collieries  and  washeries  on  the  Lehigh  &  New  Eng- 
land, in  the  period  from  June  25,  1918,  to  August  15,  1918. 

A  further  recommendation  is  that  a  rate  of  40  cents  on  buck- 
wheat No.  3,  from  collieries  and  washeries  in  the  Panther  Creek 
district  to  the  power  house  of  the  Lehigh  Valley  Light  &  Power 
Company,  in  the  period  from  January  1  to  June  24,  1918,  was 
legally  applicable;  that  the  rate  from  June  25,  1918,  to  the  end 
of  federal  control  on  that  movement  was  50  cents,  but  that  that 
rate  was  unreasonable  because  and  to  the  extent  that  it  exceeded 
40  cents. 

The  railroad  company  refunded  down  to  the  basis  of  the 
40-cent  rate  applicable  to  June  24,  1918,  under  the  belief  that 
the  40-cent  rate,  filed  with  the  Pennsylvania  commission,  was 
applicable.  The  examiners  recommended,  in  view  of  the  fact 
that  they  think  the  Commission  should  condemn  the  50;cent 
President-made  rate  as  unreasonable,  a  waiver  of  the  collection 
of  the  undercharge.  In  other  words,  that  the  complainant  be 
allowed  to  keep  the  money  the  railroad  company  returned  to  it 
because  the  higher  rate  ordered  by  the  Railroad  Administra- 
tion was  unreasonable,  but  not  because  the  Pennsylvania  com- 
mission rate  was  the  legal  one  to  apply. 

The  three  complaints  grew  out  of  the  confusion  created  by 
the  attempt  of  the  Director-General  to  obtain  more  revenue,  in 
the  general  advance  in  rates  ordered  by  him,  by  a  mixture  of  per- 
centage and  specific  increases  in  cents  per  hundred  or  per  ton; 
or  by  a  mixture  of  percentage  Increases  held  down  to  specified 
minima.  The  rates  from  the  mines'  and  clum  banks  in  some 
instances  were  stated  in  dollars  per  cars  of  different  capacities, 
and  in  others,  in  rates  per  ton.  In  some  of  the  tariffs  the  move- 
ments generally,  for  three  or  four  miles  and  few  more  than  16, 
were  treated  as  switching  rates,  which,  according  to  the  terms  of 
general  order  28,  were  not  to  be  increased  at  all. 

Their  establishment,  in  the  first  instance,  was  made  neces- 
sary by  the  fact  that,  after  1901,  some  of  the  mines  discontinued 
the  practice  of  having  their  own  breakers  but  decided  to  utilize 
the  breakers  at  other  mines.  Therefore  the  railroad  companies, 
which  controlled  the  mining  operations,  often  by  direct  owner- 
ship of  either  mine  or  coal  mining  company  stock,  established 
low  rates  for  what  the  complainants  in  this  case  contended 
were,  in  substance,  transit  movements,  because  the  coal,  after 
being  broken  to  sizes,  screened  and/or  washed,  was  sent  on  to 
final  destination.  The  coal  sent  to  the  light  and  power  company 
was  the  small  sizes  generically  known  as  buckwheat  No.  3, 
which  size  in  turn  contains  three  or  four  sub-divisions  named 
after  cereals,  taken  from  the  mines  and  shunted  to  inspection 
tracks.  If  found  suitable,  the  cars  were  forwarded  to  the  power 
house.  If  not,  the  condemned  coal  was  sent  back  to  the  point 
of  origin,  re-prepared  and  then  sent  to  market. 

The  recommendation  of  the  examiners  as  to  the  complaint 
of  the  Lehigh  Valley  Coal  Company,  the  one  that  is  used  in  the 
tentative  report  to  embrace  all  the  complaints,  is  that  the  rates 
were  unreasonable,  because  and  to  the  extent  they  exceeded 
those  ordered  in  Freight  Rate  Authority  No.  427,  dated  August 
18.  The  rates  therein  prescribed  were  17  cents  for  distances 
from  one  to  three  miles;  22  cents  for  distances  of  three  to  ten 
niles  and  28  cents  for  distances  from  eleven  to  twenty  miles. 
The  rates  therein  published  were  reduced  on  March  11  1919  but 
reparation  between  June  25,  1918,  and  March  11,  1919,  is  to  be 
made  to  the  basis  higher  than  that  established  in  1919. 


RATES  ON  EMPTY  CONTAINERS 

A  recommendation  of  dismissal  has  been  made  by  Examiner 

Charles  R.  Seal  on  No.   12070,  Purity  Extract  &  Tonic  Co    vs 

Alabama  t  Vlcksburg,  Director-General,  et  al.,  on  a  holding  that 

e   rates  on  empty   returned   beverage   containers   in   carloads 

rom   all   points  in    southern    classification    territory    or    from 

which  rates  are  subject  to  southern  classification  to  Chattanooga 

were  not  and  are  not  unreasonable. 

Some  of  the  rates  went  up  from  20  to  65  cents  per  hundred 


pounds.  According  to  the  declaration  of  the  examiner,  some  of 
them  went  even  higher  in  percentages,  a  few  being  increased  by 
as  much  as  600  per  cent.  The  increased  rates  became  applicable 
December  30,  1919.  For  many  years  prior  to  that  date  south- 
ern classification  provided  that  rates  on  returned  empty  bever- 
age containers,  except  tight  cooperage,  for  carbonated  and  cereal 
beverages,  would  be  one-half  the  rate  on  the  beverage  in  car- 
loads between  the  same  points  in  the  reverse  direction.  Tight 
cooperage  for  non-intoxicating  beverages  was  rated  fifth  class. 
On  December  30,  1919,  returned  beverage  containers  of  all  styles 
were  placed  upon  the  straight  sixth  class  basis  and,  with  the 
exception  of  a  few  commodity  rates  which  are  approximately 
two-thirds  of  the  beverage  rates  in  the  opposite  direction  since 
established  from  points  on  the  Southern  Railway  and  from  the 
Mississippi  River  crossings,  class  rates  now  apply  to  Chattanooga. 
The  complainant  specifically  asked  for  the  restoration  of  the  old 
basis  of  one-half  the  contemporaneous  beverage  rates  in  the  re- 
verse direction. 

Examiner  Seal  remarked  that  it  was  of  significance  that  the 
complainant  attacked  only  the  rates  and  made  no  complaint 
against  the  classification.  Seal  also  said  that  the  complainant 
at  the  hearing  practically  abandoned  the  allegations  of  undue 
prejudice  and  unjust  discrimination.  He  said  that  although 
the  record  was  replete  with  references  to  lower  rates  available 
to  complainant's  competitors,  the  situation  with  which  the  com- 
plainant was  confronted  was  not  the  result  of  cereal  beverage 
competition,  but  had  largely  grown  out  of  changed  commercial 
conditions. 

The  commercial  condition  to  which  Examiner  Seal  attributed 
the  trouble  of  the  complainant  grew  out  of  prohibition  of  alco- 
holic beverages.  While  the  alcoholic  beverage  was  still  in  the 
land,  there  were  comparatively  few  local  soft  drink  manufac- 
turing establishments.  Prohibition  of  alcoholic  beverages  caused 
many  local  soft  drink  establishments  to  spring  up.  These  local 
establishments,  as  Seal  viewed  the  matter,  prevented  that  wide 
distribution  of  the  products  of  the  complainant  that  would  re- 
sult in  a  reduction  of  its  unit  cost.  He  recommended  that  the 
finding  in  this  case  be  made  without  prejudice  to  any  finding 
that  might  hereafter  be  reached  upon  a  record  hereafter  made. 

CARLOAD  MINIMA  ON  LUMBER 

The  carriers  having  failed  to  prescribe  satisfactory  carload 
minima  on  lumber  from  the  Pacific  northwest  and  Inland  Em- 
pire, Examiners  Mattingly,  Hillyer  and  Witters  have  made  a  re- 
port on  No.  10128,  lumber  carload  minima,  on  further  hearing, 
recommending  minima  on  pine,  fir,  hemlock,  larch  and  spruce 
lumber  and  articles  taking  the  same  group  rates  in  closed  cars, 
from  the  Pacific  northwest  and  Inland  Empire  to  eastern  des- 
tinations. Their  conclusion  is  that  the  existing  minima  are 
unreasonable  and  that  reasonable  minima  on  the  kinds  of  lumber 
mentioned  taking  group  D  rates  from  the  groups  of  origin  men- 
tioned to  transcontinental  points  would  be  as  follows: 

For  Cars 

36   feet  and  under 36,000  Ibs. 

Over  36  feet  and  not  over  42  feet 40,000  Ibs. 

Over    42    feet 50,000  Ibs. 

These  minima  would  be  subject  to  the  following  rules:  "When 
cars  are  loaded  to  full  visible  capacity  charges  will  be  based  upon 
actual  weight. 

"The  term  'loaded  to  full  visible  capacity'  shall  mean  that  the  en- 
tire space  capacity  in  the  car  up  to  within  one  foot  of  the  bottom  of 
the  rafters  shall  be  utilized  to  the  fullest  extent  and  that  no  more 
lumber  of  ordinary  lengths  or  other  material  of  the  character  con- 
tained in  the  car  can  be  loaded  therein. 

"Exception:  When  cars  are  loaded  with  lumber  as  provided 
above,  the  doorway  space,  not  exceeding  8  feet  in  length,  shall  be 
considered  neutral  and  the  shipper  may,  at  his  option,  fully  or 
partially  load  short  length  commodities  named  in  this  tariff  in  such 
neutral  doorway  space  without  in  any  way  affecting  the  meaning  of 
the  term  'loaded  to  full  visible  capacity.' 

"When  it  is  impossible  for  carriers  to  furnish  within  six  days 
after  receipt  of  order  a  car  of  the  size  ordered  by  the  shipper,  and 
for  convenience  a  car  of  larger  capacity  than  that  ordered  by  the 
shipper  is  furnished,  the  larger  car  may  be  used  subject  to  the  min- 
imum weight  named  for  the  size  of  the  car  ordered  by  the  shipper 
(unless  actual  weight  is  greater,  when  actual  weight  will  govern) 
except  that  when  the  car  is  loaded  to  full  visible  capacity  the  actual 
weight  will  govern." 

The  minimum  of  36,000  pounds  on  which  the  examiners  base 
their  recommendation  is  90  per  cent  of  the  40,000-pound  mini- 
mum proposed  by  the  carriers  for  cars  34  feet  and  under  in 
length,  and  is  the  minimum  for  cars  of  any  length  or  size  ap- 
proved by  the  Commission  in  Consolidated  Classification  Case  54, 
I.  C.  C.  1. 

The  examiners  said  that  no  finding  should  be  made  at  this 
time  with  respect  to  the  present  minima  on  cedar  lumber  and 
shingles.  This  report  recommends  final  disposition  of  the  cubical 
capacity  minima  practice  of  the  transcontinental  carriers  serving 
the  Pacific  northwest  and  Inland  Empire.  The  cubical  minimum 
was  condemned  in  the  prior  report  and  the  carriers  were  given 
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an  opportunity  to  make  satisfactory  minima  based  on  the  length 
of  the  car,  but  they  failed  to  submit  minima  that  would  pass  the 
scrutiny  of  the  Commission,  so  the  Commission  has  taken  the 
matter  in  hand  and  the  examiners'  recommendation  Is  a  definite 
far  the  substitution  of  minima  In  accordance  with  the  prac- 
tice In  other  parts  of  the  country. 

DIVISION  OF  THROUGH  RATES 

In  a  report  on  No.  11757,  Chicago,  St.  Paul,  Minneapolis  It 
Omaha  et  al.  vs.  Great  Lakes  Transit  Corporation,  Examiner  H. 
\V.  Archer  has  recommended  an  order  requiring  the  transit  cor- 
poration to  accord  to  the  petitioning  railroads  a  division  of  23.6 
i in-  cent  of  the  joint  through  rates  on  grain  products  from  Minne- 
apolis and  St.  Paul  via  Lake  Superior  ports  to  eastern  destina- 
tions. 

The  petition  of  the  rail  lines  filed  August  23,  1920,  asked  for 
nn  order  requiring  the  continuation,  until  otherwise  mutually 
agreed  to  between  the  rail  lines  and  the  Great  Lakes  Transit 
Corporation,  of  the  percentage  proportion  of  23.5  per  cent  of  the 
Xo\v  York  rates  for  the  line  south  of  Duluth,  Superior  or  Itasca 
on  grain  products  from  Minneapolis,  St.  Paul  and  points  common 
therewith,  when  destined  for  Buffalo  or  points  east,  and  that 
such  order  take  effect  from  the  opening  of  navigation  on  the  Great 
Lakes  for  the  season  of  1920. 

Archer,  in  his  report,  said  that  while  the  petition  was  not 
specifically  brought  under  any  particular  section  of  the  Inter- 
state commerce  act,  It  was  clear  that  what  was  sought  were  just, 
reasonable  and  equitable  divisions,  as  those  words  were  used  In 
section  1,  paragraph  4  and  section  15,  paragraph  6,  of  the  inter- 
state commerce  act. 

According  to  Archer,  section  208  (b)  clearly  contemplated  the 
continuance  of  the  divisional  arrangements  which  were  In  effect 
on  February  29,  1920,  until  changed  as  therein  specified,  but  that 
the  enforcement  of  such  an  agreement  had  not  been  lodged  with 
the  Commission. 

However,  Archer  came  to  the  conclusion  that  the  Commis- 
sion had  the  power  to  fix  the  divisions,  and  his  conclusion  was 
that  23.5  per  cent  would  be  a  reasonable  division  on  the  traffic. 
He  gave  much  weight  to  the  fact  that  from  the  spring  of  1916 
until  the  controversy  arose  that  created  this  case,  the  record 
was  barren  of  many  good  reasons  why  the  divisions  of  the  boat 
line  should  be  increased  144  per  cent  over  that  received  in  1916, 
which  is  what  would  have  resulted  from  acceptance  of  the  Great 
Lakes  Transit  Corporation  proposal,  and  only  39  per  cent  to  the 
rail  lines.  On  the  basis  sought  by  the  railroads,  he  said,  the  total 
increase  to  them  since  1916  will  be  precisely  100  per  cent  and 
slightly  over  that  percentage  to  the  boat  line.'  He  said  that  that 
would  be  In  harmony  with  the  divisions  received  by  the  eastern 
rail  lines. 


scribed,  but  the  carriers  wore  given  sixty  days  In  which  to  «>r 
a  readjustment.    Complainant*  objected  to  the  tariffs  that  were 
filed,  ih.  i.  i.  >   .  i-ailng  tin'  present  case,  and  If  the  Commlmilon 
adopts  Butler's  report,  It  will  be  doing  what  It  declined  to  do 
In  1918,  namely,  prescribing  specific  rates. 

Notwithstanding  Hi.  i  ,rt  thai  nix-rifle  rates  were  recom- 
mended by  Ilutl.r.  hi-  did  not  H-romim-nd  «n  order  directing 
the  carriers  to  put  the  suggMted  rates  In  effect.  The  carriers, 
however,  are  expected  to  follow  the  Commission's 


RATES  ON  GYPSUM  TILE 

Assistant  Chief  Examiner  Ulysses  Butler,  in  a  report  on 
further  hearing  on  No.  8297,  Acme  Cement  Plaster  Co.  vs.  Akron, 
Canton  &  Youngstown,  Director-General,  et  al.,  has  recommended 
a  holding  that  there  is  no  such  difference  in  the  characteristics 
of  transportation  of  gypsum  hollow  partition  tile  and  clay  hol- 
low building  tile  as  to  warrant  the  difference  in  the  basis  of 
rates  throughout  central  territory.  He  said  the  Commission 
should  hold  that  the  present  rates  on  gypsum  partition  tile  from 
Grand  Rapids,  Mich.,  to  points  on  and  east  of  the  Mississippi 
River  and  north  of  the  Ohio  River  as  far  east  as  the  eastern 
boundary  of  central  territory  are  unduly  prejudicial  to  com- 
plainants and  their  traffic,  and  unduly  preferential  to  shippers 
of  clay  tile  within  that  territory  and  their  traffic;  and  that  non- 
prejudicial  interstate  rates  on  gypsum  partition  tile  from  Grand 
Rapids  to  destinations  in  the  territory  under  consideration  should 
not  exceed  11.5  cents  for  distances  of  from  300  to  325  miles, 
with  gradations  of  half  a  cent  for  each  25  miles  additional  or 
lesser  distance,  increased  as  authorized  in  Ex  Parte  74,  with 
minima  equal  to  those  on  clay  tile. 

Butler  said  that  this  series  of  findings  should  be  without 
prejudice  to  any  conclusions  the  Commission  might  reach  as 
to  rates  on  clay  tile  in  No.  10733,  National  Paving  Brick  Manu- 
facturers' Association  et  al.  vs.  Alabama  &  Vicksburg  et  al. 

This  report  also  covers  No.  8386,  American  Cement  Plaster 
Co.  vs.  Michigan  Central  et  al.  It  is  an  addition  to  the  report 
published  in  47  I.  C.  C.  1  and  53,  I.  C.  C.  46.  In  its  first  report 
the  Commission  found  there  was  no  such  difference  in  value, 
risk  of  carriage,  weight  or  other  incident  of  transportation  as 
to  warrant  a  rate  on  gypsum  tile  higher  than  rate  on  clay  tile. 
In  obedience  to  that  finding,  the  carriers,  in  January,  1918,  sub- 
mitted a  schedule  for  application  on  gypsum  tile  to  which  the 
complainants  made  vigorous  objection.  The  complainants  asked 
the  Commission  to  prescribe  specific  rates,  but  it  declined.  The 
cases,  however,  were  reopened  for  further  hearing  to  determine 
the  relationship  in  rates  which  should  be  established. 

In  the  second  report,  April  14,  1919,  the  Commission  again 
said  that  rates  on  gypsum  tile  from  Grand  Rapids  should  be 
no  greater  than  those  contemporaneously  maintained  on  clay 
tile.  No  method  for  removing  the  undue  prejudice  was  pre- 


CAR SERVICE  AT  BENTON  MINES 

Examiner  Bronson  Jewell  has  recommended  the  dismissal 
of  No.  11981,  Benton  Coal  Mining  Co.  vs.  Chicago,  Burlington  £ 
Qulncy  et  al.,  on  a  holding  that  the  practices  of  the  railroads  In 
the  matter  of  distributing  coal  cars  and  furnishing  transportation 
facilities  to  mines  served  by  the  Burlington  under  trackage  or 
switching  absorption  arrangements  with  other  railroads  at  Ben- 
ton,  III.,  while  refusing  to  serve  mines  of  the  complainants  by 
means  of  similar  arrangements  does  not  subject  the  complain- 
ants to  undue  prejudice  or  disadvantage.  Jewell  said  there  was 
no  showing  of  a  similarity  of  circumstances  and  conditions  such 
as  would  require  similar  treatment.  The  report  also  covers  No 
11859,  Franklin  County  Mining  Co.  vs.  Same. 

The  practice  complained  of  as  bringing  about  unjust  discrim- 
ination is  that  of  railroads,  by  means  of  trackage  arrangements, 
making  mines  on  the  rails  of  each  other  "joint"  mines,  entitled  to 
draw  a  supply  of  coal  cars  from  each  of  the  railroads  on  which 
they  may  be  theoretically  situated,  by  reason  of  the  trackage 
arrangements. 

The  effect  of  such  an  arrangement  is  to  put  certain  mines, 
for  car  supply  purposes,  on  the  rails  of  carriers  the  rails  of 
which  do  not  physically  reach  them.  In  the  instant  case  the 
Burlington  proposed  to  extend  physically  its  rails  to  certain 
mines  on  the  Illinois  Central.  The  latter  did  not  like  that  Idea, 
so  the  two  companies  got  together  and  made  the  trackage  ar- 
rangement. It  was  the  contention  of  the  complainants  that  he- 
cause  it  had  extended  Us  rails  to  mines  of  competing  companies 
in  that  way,  a  legal  duty  rested  upon  It  to  extend  its  rails  to 
their  mines.  The  examiner  held  that  the  view  entertained  by 
the  complainants  would  make  it  possible  for  any  mine  to  obtain 
the  use  of  the  facilities  of  a  particular  railroad  regardless  of  the 
number  of  other  carriers  already  serving  it,  or  whether  there 
was  enough  traffic  to  justify  the  necessary  expense,  upon  a 
showing  that  a  competing  mine  having  such  service  was  sim- 
ilarly situated. 

The  examiner  said,  of  course,  trackage  arrangements  could 
not  be  made  a  cloak  to  cover  unjust  discriminations  or  undue 
preferences,  but,  in  this  case,  he  said  there  was  not  sufficient 
showing  of  similarity  of  circumstances  and  conditions  to  war- 
rant a  finding  of  undue  or  unreasonable  preference. 

CLASS  AND  COMMODITY  RATES  IN  S.  W. 

A  revision  of  class  and  commodity  rates  has  been  recom- 
mended by  Examiner  Henry  C.  Keene  in  a  report  on  No.  11442, 
Traffic  Bureau  of  the  Douglas  Chamber  of  Commerce  and  Mines 
vs.  A.  T.  &  S.  F.  et  al.  The  finding  recommended  is  that  the 
rates  from  points  in  California  to  Douglas,  Ariz.,  are  not  unrea- 
sonable or  discriminatory,  but  that  the  class  rates  from  the  Cali- 
fornia points  to  Douglas  are  and  for  the  future  will  be  unduly 
prejudicial  to  the  extent  that  they  exceed  or  may  exceed  the 
class  rates  contemporaneously  maintained  from  the  same  points 
of  origin  to  group  destinations  on  the  Southern  Pacific  in  Ari- 
zona and  New  Mexico,  including  Willcox,  Bowie  and  Demlng; 
that  commodity  rates  on  mine  timbers  and  high  explosives  from 
California  points,  on  the  lines  of  defendant  carriers,  to  Douglas 
are  and  for  the  future  will  be  unduly  prejudicial  to  the  extent 
that  they  exceed  or  may  exceed  the  rates  contemporaneously 
maintained  on  like  commodities  from  the  same  points  of  origin 
to  Bisbee;  that  commodity  rates  from  points  on  the  lines  of 
defendants  in  Oregon  and  Washington  and  points  basing  thereon 
to  Douglas,  applicable  via  California  junctions,  are  and  for  the 
future  will  be  unduly  prejudicial  to  the  extent  that  they  exceed 
or  may  exceed  contemporaneous  rates  on  like  commodities  to 
El  Paso,  Tex.,  and  to  points  on  the  Southern  Pacific  in  Arizona 
and  New  Mexico,  Including  Tucson,  Bowio,  Willcox  and  Denting. 

RATES  ON  0-CEDAR  POLISH  AND  MOPS 

Attorney-examiner  William  A.  Disque,  In  a  tentative  report 
on  No.  9086,  Channel  Chemical  Co.  vs.  A.  T.  A  S.  P.  et  al.,  on 
re-hearing,  said  the  Commission  should  hold  that  the  carriers 
had  justified  their  less  than  carload  rate  of  $2.675  on  O-Cedar 
polish  from  Chicago  to  the  Pacific  coast,  plus  33  V4  per  cent,  but 
that  their  proposed  carload  rate  of  $2.59  would  be  unreasonable 
because  and  to  the  extent  that  It  exceeded  $1.815,  also  plus  33V4 
per  cent.  In  the  original  report  on  this  case,  55  I.  C.  C.  733, 
written  December  26,  1919.  the  Commission  said  the  reasonable 
carload  rate  would  be  $1.30,  but  rates  for  the  future  were  not 
prescribed  because  extensive  readjustments  were  being  made  in 
compliance  with  the  Commission's  decisions  In  the  inter-moun- 
tain rate  cases.  In  compliance  with  the  orders  in  thos 
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tbe  railroads  proposed  a  carload  rate  of  $2.59  and  less  than 
carload  of  $2.675.     The   report  made   by   Disque   was  on   those 


Ait  10  rates  on  mops,  Disque  said  the  Commission  should 
hold  that  the  carriers  had  not  justified  either  their  carload  or 
less  carload  rates.  He  said  the  rates  should  be  $2.10  carload 
and  $281  less  carload,  plus  the  Ex  Parte  74  increase  of  33V3 
per  cent  He  recommended  that  a  less  carload  rate  of  $2.675  on 
L.  C  L.  shipments  of  mop  handles  be  held  to  have  been  justified. 

With  regard  to  rates  for  the  past,  Disque  recommended  that 
those  hereinbefore  set  forth  as  reasonable  be  held  to  have  been 
reasonable  for  application  between  August  26.  1920,  and  the 
present;  that  the  rates  from  August  3,  1916,  to  March  14,  1918, 
were  unreasonable  because  and  to  the  extent  that  they  exceeded 
those  named  in  the  original  report;  that  from  March  15  to  June 
24,  1918,  the  reasonable  rates  would  have  been  those  mentioned 
in'the  original  report,  increased  15  cents  on  carloads  and  25  cents 
on  less  than  carloads;  and  that  the  reasonable  rates  between 
June  25.  1918,  and  August  25,  1920,  would  have  been  those  recom- 
mended as  reasonable  prior  to  June  25,  1918,  increased  25  per 
cent,  except  that  the  rate  on  mops,  in  carloads,  should  have 
been  $2.10. 

CEMENT  FROM  RIVER  CITY,  TENN. 

A  finding  of  unreasonableness  and  an  award  of  reparation, 
the  latter  to  be  accomplished-  by  the  waiving  of  undercharges, 
have  been  recommended  by  Examiner  John  T.  Money,  in  a  re- 
port on  No.  1997,  Dixie  Portland  Cement  Co.  vs.  Director-General, 
as  agent.  The  cement  moved  from  Richard  City,  Tenn.,  to 
Miami,  Daytona,  Cocanut  Grove,  West  Palm  Beach  and  Canal 
Point,  Fla.,  m  the  period  from  June  26,  1918,  to  January  31,  1919, 
on  the  assumption  that  the  rates  assessed  and  collected  were 
the  combinations  on  Jacksonville,  in  which  a  factor  of  10  cents 
to  Jacksonville  was  supposed  to  figure,  plus  an  increase  of  2 
cents  in  accordance  with  General  Order  No.  28.  The  examiner 
found,  however,  that  the  10-cent  rate  did  not  apply  via  the 
Southern,  over  which  the  shipments  moved. 

Both  complainant  and  carriers  argued  about  the  meaning 
of  General  Order  No.  28.  Money  said  the  Commission  had  held 
time  and  again  that  the  reasonableness  of  rates  was  not  to  be 
determined  by  the  meaning  the  Director-General  intended  to 
convey  in  that  order,  but  by  the  tests  applied  to  any  rate, 
whether  made  by  the  carrier  itself  or  by  the  President  while 
the  roads  were  under  federal  control.  No  explanation,  Money 
said,  was  given  as  to  why  the  Director-General  did  not  apply  the 
10-cent  rate  to  Jacksonville  over  the  Southern.  He  thinks  the 
Commission  should  hold  the  rates  unreasonable  because  and  to 
the  extent  that  the  rate  for  the  haul  to  Jacksonville  exceeded 
the  10  cents,  plus  the  2-cent  specific  held  as  maximum  under 
General  Order  No.  28.  That  was  the  rate  paid  by  the  complain- 
ant, so  the  shipments  were  undercharged  and  reparation  can  be 
made  by  waiving  the  collection  of  the  undercharge. 

RATES  ON  COKE  FROM  TERRE  HAUTE,  IND. 
Examiner  Henry  C.  Keene,  in  a  report  on  No.  12262,  Na- 
tional Supply  Co.  vs.  C.  B.  &  Q.  et  al.,  has  recommmended  a 
holding  that  the  rates  on  coke  from  Terre  Haute,  Ind.,  to  Co- 
burg  and  Fontanelle,  la.,  and  Adams,  Neb.,  in  the  fall  of  1919 
were  neither  unreasonable  nor  unjustly  discriminatory,  but  that 
one  carload  of  coke  from  Terre  Haute  to  Coburg  was  misrouted 
and  that  refund  of  the  overcharge  should  be  made.  The  com- 
plainant contended  that  inasmuch  as  the  Iowa  points  are  nearer 
Terre  Haute  than  Omaha,  the  Omaha  rate  should  have  been 
applied  to  them,  and  that,  inasmuch  as  Adams  is  nearer  Terre 
Haute  than  Lincoln,  the  Lincoln  rate  should  have  applied  to 
that  point.  Keene  thinks  the  Commission  should  disagree  with 
the  complainant. 


RATES  ON  SOFT  COAL  FROM  HOOD  MINE 

An  order  of  dismissal  has  been  recommended  by  Examiner 

Henry  C.  Keene,  in  a  report  on  No.  12145,  Fairmont  &  Cleveland 

Coal   Co.  vs.  Baltimore   &   Ohio,  Director-General,  et  al     as   to 

•ates  on  15  carloads  of  soft  coal  from  Hood  Mine,  South' Rives- 

•Ille,   W.   Va.,   to   destinations   in   New   York   and   New  Jersey 

lessed   on   movements  in   1919.     The  attack  was  against  the 

ictor  of  the  rate  on  the  short  haul  from  the  mine  to  Rivesville 

ction,  the  claim  being  that  the  distance  scale  of  the  B   &  O 
which  was  applied  to  it,  was  unreasonable  per  se.     The  exam- 
iner said  that  the  through  charge  was  not  unreasonable  on  such 
Isolated  movements. 


VEGETABLE   OIL   FROM   VANCOUVER,   B.  C. 

A  holding  of  unreasonableness  and  an  award  of  reparation 

ave    been    recommended    by    Examiner   Bronson    Jewell     in    a 

;port  on   No.   11855,  Rub-no-more   Co.  vs.  Great  Northern    Di- 

?ctor-General,  as  agent,  et  al.,  on  account  of  an  unreasonable 

two   carloads   of   imported   vegetable   tallow,   shipped 

from  Vancouver,  B.  C.,  to  Fort  Wayne,  Ind.     Charges  were  c. 

lected  at  the  applicable  fifth  class  rate  of  $2.25  when  the  ship 

mem    moved   in   September.   1918.     The   Commission's   jurisdic- 

>    was   questioned.     The   examiner   said    the   rate  should   be 


held  unreasonable  for  that  part  of  the  transportation  in  the 
United  States  because  and  to  the  extent  the  rate  exceeded 
$1.125,  the  rate  established  on  other  vegetable  oils  in  July,  1918. 

GASOLINE,   WESTLAKE,    LA.,   TO    LOUISVILLE,    KY. 

A  return  of  (he  overcharge  is  recommended  in  a  report  by 
Examiner  John  A.  McQuillan,  in  a  report  on  No.  11921,  Solar 
Refining  Co.  vs.  Director-General,  as  agent,  on  account  of  one 
tank  car  of  gasoline,  shipped  from  Westlake,  La.,  to  Louisville, 
Ky.,  in  June,  1918.  A  combination  of  49  cents  was  imposed, 
which  was  6  cents  more  than  the  proper  combination  to  assess. 
After  the  movement  the  carrier  established  a  joint  rate  of  34.5 
cents  over  the  route  of  movement.  The  examiner  said  there 
was  no  reason  for  a  joint  rate  at  the  time  of  the  movement,  be- 
cause there  was  no  reason  for  the  application  of  the  30-cent 
rate  in  effect  from  the  more  distant  Beaumont-Port  Arthur 
group. 

RATE  ON  COAL  TO  KANSAS  CITY 

Examiner  Richard  T.  Eddy  has  recommended,  in  a  report 
on  No.  12144,  Midland  Coal  Co.  et  al.  vs.  Midland  Valley  et  al.,  a 
holding  of  unreasonableness  as  to  rates  on  three  carloads  of  coal 
from  Williams,  Okla.,  to  Kansas  City,  and  an  order  of  repara- 
tion. His  idea  is  that  the  rate  on  the  shipments  of  December, 
1916,  should  not  have  exceeded  $2.10,  and  that  the  rate  in  No- 
vember, 1917,  should  not  have  exceeded  $2.25  and  the  rate  for 
the  future  should  not  exceed  $2.25  plus  Ex  Parte  74  increases. 


ASPHALT,   CAL.   TO    ARIZONA 

In  a  report  on  No.  11814,  Arizona  Corporation  Commission 
et  al.  vs.  Arizona  Eastern  et  al.,  Examiner  Richard  T.  Eddy  has 
recommended  that  the  Commission  find  that  the  rates  on  asphalt 
from  California  producing  points  to  Arizona  destinations  are  not 
unreasonable,  but  that  for  the  future  the  maintenance  of  a  rate 
of  78  cents  to  Phoenix,  and  to  those  other  Arizona  destinations  to 
which  that  rate  was  applied,  will  subject  the  Arizona  communi- 
ties to  undue  prejudices  and  be  unduly  preferential  of  group  J 
points.  The  recommendation,  if  adopted,  would  leave  the  car- 
riers free  to  reduce  the  rates  to  Arizona  or  increase  those  to 
group  J  points.  The  rate  to  the  group  J  points,  established  in 
1916,  is  55  cents. 


IRON  AND  STEEL  TO  SEATTLE 

A  finding  of  undue  prejudice  as  to  the  rate  on  bar  iron  and 
steel  from  Terre  Haute,  Ind.,  to  Seattle,  Wash.,  for  export,  has 
been  recommended  by  Examiner  Lawrence  Satterfield  in  a  report 
on  No.  11789,  Mitsui  &  Co.,  Ltd.,  vs.  C.  B.  &  Q.,  Director-Genei'al, 
et  al.  Satterfield  said  the  Commission  should  find  that  the  rate 
was  unduly  preferential  of  Chicago  to  the  extent  that  it  exceeded- 
the  export  rate  from  Chicago.  Inasmuch  as  compliance  with 
the  Commission's  order  in  the  inland  Steel  Co.  case,  57  I.  C.  C. 
339,  will  place  Terre  Haute  on  a  rate  parity  with  Chicago,  Sat- 
terfield said  that  no  order  was  necessary  for  the  future. 


RATES  ON   SOFT  COAL   IN    INDIANA 

Examiner  F.  H.  Barclay  has  recommended  the  dismissal  of 
No.  11533,  Union  Traction  Co.  of  Indiana  vs.  Chicago  &  Eastern 
Illinois,  Director-General,  et  al.,  on  a  holding  that  the  rates  for 
the  intrastate  transportation  of  soft  coal,  from  mines  in  the 
Linton  group  in  southwestern  Indiana  to  destinations  in  north- 
eastern Indiana,  in  the  period  June  to  October,  1918,  were  not 
unreasonable.  The  complainant  contended  that  the  rates  prior 
to  June  25,  1918,  were  on  fixed  differentials  which  should  have 
been  maintained  in  accordance  with  the  terms  of  General  Order 
28.  The  defendants  disputed  the  claim  of  established  differen- 
tials. The  examiner  said  that  whether  there  were  or  were  not 
recognized  established  differentials  was  of  no  significance,  so 
long  as  the  rates  were  neither  unreasonable  nor  otherwise  un- 
lawful. 


DEMURRAGE  ON  EMBARGOED  HAY 

In  a  tentative  report  on  No.  11606,  John  E.  Murray  vs. 
Director-General,  as  agent,  Examiner  Frank  E.  Mullen  has  made 
a  recommendation,  which,  if  adopted,  will  have  the  effect  of 
reinforcing  the  Commission's  holding  that  disregard  of  its  own 
embargo  by  a  railroad  company  does  not  relieve  the  shipper 
from  the  duty  of  paying  demurrage. 

In  this  case,  involving  hundreds  of  carloads  of  hay  shipped 
from  points  in  Canada,  New  York  and  Pennsylvania,  to  New 
Durham,  N.  J.,  a  regular  hold  point  for  inspection,  compression 
and  recompression,  dozens,  if  not  hundreds,  of  cars  were  ac- 
cepted by  the  railroads  notwithstanding  their  embargoes,  and 
forwarded  to  New  Durham,  where  demurrage  accrued  on  them. 
The  total  demurrage  bill  paid  by  the  complainant  was  $15,663, 
in  the  period  from  January  1  to  July  11,  1918.  He  demanded  re- 
turn of  the  money  on  the  ground  that  the  demurrage  was  caused 
by  the  congestion  caused  by  the  failure  of  the  carriers  to  en- 
force their  embargoes;  by  bunching  of  cars  in  transit;  to  fail- 
( Continued  on  page  1313) 
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PROTEST  TRANSCONTINENTAL  REDUC- 
TIONS 

Tht    I  tope   World   H'askingtun  Bureau 

Protests  are  coming  to  the  Commission  from  shippers  on  the 
Pacific  coast  and  the  intermountaln  i>minlry  on  c;u  li  of  Hit-  two 
proposals  made,  by  transcontinental  carriers,  supposedly  fur  there- 
ippers  in  those  parts  of  the  country.  The  proposals  against 
which  i In-  Protestants  have  aimed  their  artillery  are  the  reduc- 
tion of  17  cents  per  100  pounds  on  fruits  and  melons  and  a  re- 
duction nn  apples  to  $1.50;  and  the  proposed  rates  from  California 
terminals  to  New  York  on  canned  goods,  condensed  milk,  asphalt 
heaiis,  dried  fruits  and  rice. 

With  regard  to  fruits  and  vegetables,  the  protest  is  that  the 
reduction  is  not  big  enough.  The  rate  proposed.  $1.75.  is  lit  cents 
higher  than  the  rate  the  protestants  think  should  have  been 
agreed  upon.  That  is  the  rate  which  was  suggested  for  vege- 
tables and  citrus  fruits,  by  the  shippers,  after  prolonged  confer- 
etiees  with  the  representatives  of  the  carriers.  They  said  that 
that  rate  was  the  only  one  that  would  enable  the  citrus  people 
to  make  enough  to  warrant  continuance  in  business,  hoping  for 
better  times.  They  contended  that  even  a  rate  of  $1.44  would 
be  too  high  for  the  average  orchardist,  although  it  would  enable 
those  a  little  better  than  the  average  to  make  about  half  as 
much  as  if  they  were  able  to  reduce  their  investments  to  cash 
and  deposit  the  money  in  a  savings  account. 

Protests  against  the  rates  proposed  from  the  California  term- 
inals to  New  York  are  coming  from  those  not  located  at  the 
terminals  and  therefore  not  in  a  position  to  take  advantage  of 
the  heavy  reductions.  Those  in  the  interior  think  they  should 
be  given  an  opportunity,  at  less  than  the  combination  of  locals 
to  the  ports  and  the  rate  from  the  terminals,  to  do  business  with 
(he  East. 

The  heavy  reductions  proposed  in  the  eastbound  rates  from 
one  terminal  to  another  were  not  suggested  primarily  for  the 
benefit  of  the  shippers  but  for  the  welfare  of  the  carriers.  Their 
reason  for  reducing  rates  is  that  they  may  meet  the  competition 
through  the  Panama  Canal.  The  presumption  is  that  traffic  is 
moving  through  the  canal,  else  the  transcontinental  roads  would 
not  be  proposing  to  cut  the  rates  to  meet,  via  rail  to  the  gulf 
ports  and  thence  by  water  to  New  York,  rates  made  all-water 
through  the  canal. 

None  of  the  protestants,  however,  ask  for  suspension  of  the 
reductions.  They  suggest  either  that  the  amount  of  the  cuts 
should  be  greater,  or  that  the  areas  of  origin  and  destination 
should  be  widened.  The  Commission  could  exercise  some  degree 
of  pressure  on  the  transcontinental  carriers,  on  the  rates  from 
California  terminals  to  New  York,  by  sayine  that  unless  the  areas 
of  application  from  and  to  were  widened,  fourth  section  permis- 
sion to  meet  the  competition  would  not  be  granted.  The  carriers, 
with  such  a  condition  imposed  on  them,  would  have  the  option 
of  either  withdrawing  their  requests  for  fourth  section  relief  or 
extending  the  application  of  the  proposed  rates. 

It  is  not  regarded  as  probable,  however,  that  the  Commis- 
sion will  exercise  such  pressure,  because  it  seems  to  be  in  full 
accord  with  the  position  of  the  railroad  executives  that  the  car- 
riers cannot  afford,  on  account  of  the  precarious  condition  of 
their  treasuries,  to  make  experiments  in  the  form  of  rate  reduc- 
tions. 


RATES  ON  VEGETABLES  AND  MELONS 

The  Traffic  World   Washington  Bureau 

The  Commission  issued.  June  10.  special  permission  authoriz- 
ing the  filing  of  supplements  to  establish  the  rate  of  $1.75  per 
100  pounds  on  vegetables  and  melons,  including  cantaloupes,  from 
the  Pacific  coast  terminals  and  intermediate  points  to  destina- 
tions taking  groups  A,  B  and  C  rates  as  set  forth  in  Countiss' 
application  No.  1043,  on  not  less  than  one  day's  notice. 

The  reduction  in  rates  on  vegetables  and  melons  from  the 
Pacific  coast  and  intermediate  transcontinental  groups  of  origin, 
as  far  east  as  Colorado  common  points,  to  the  three  easternmost 
transcontinental  groups  of  destination,  the  western  boundary 
of  which  is  the  Indiana-Illinois  line,  which  will  become  operative 
as  soon  as  Countiss  can  file  the  appropriate  tariff,  will  he  one  of 
the  few  acknowledgments  that  have  been  made  that  the  rates 
themselves  were  stopping  the  movement  of  traffic.  President 
Harding  was  greatly  interested  in  the  complaint  of  the  represen- 
tatives of  the  vegetable  growers  that  the  rates  were  preventing 
the  movement  of  traffic.  To  inquire  what,  if  anything,  was  being 
done  in  the  matter  of  reducing  rates  on  vegetables  grown  in  the 
west  was  one  of  the  objects  of  his  visit  to  the  Interstate  Com- 
merce Commission  on  June  1. 

In  his  application  for  sixth  section  permission  to  make  the 
lower  rates  operative  on  less  than  statutory  notice,  Countiss 
said:  "This  adjustment  was  arranged  last  week  In  conferences 
between  traffic  executives  of  Pacific  coast  terminal  lines  and 
Chairman  Clark  of  the  Interstate  Commerce  Commission.  The 
present  rates  are  considered  unduly  burdensome  and  if  continued 
would  prevent  the  movement  to  markets  of  a  large  portion  of 
the  crop.  Therefore,  it  is  desired  to  make  publication  of  the  pro- 
posed rates  effective  on  one  day's  notice." 


Then-  wax  mi  pretcn  ••  !•>  the  truffle  executive*  that  the 
reduction  wan  being  rna.l..  to  ration,  a  relationship  of  rate* 
broken  by  rhe  Increases  mtborlzed  In  Kx  Pnrte  No.  74.  no  ••  to 
enable  the  \\--i.-rn  grow,.,*  to  get  hack  Into  a  market  that  had 
Li-en  opened  in  gri'Htvr  degree  to  the  growers  of  other  section* 
The  reduction  was  made  on  the  single  ground  that  the  rate*  were 
so  high  that  i  he  traffic  would  not  nn. 

This  in  n  bout  tile  fourth  reduction  made  for  that  reason  The 
other  reductions,  some  <!n/.ens  of  them,  were  ma  ible 

some  shippers  to  re-enter  markets  In  which  they  did  business 
prior  to  the  Increase  last  August  on  more  nearly  the  term*  on 
which  they  competed  with  their  rivals  prior  to  the  August  In 
crease,  as,  for  instance,  the  lumber  shippers  from  the  Pacific 
northwest,  to  markets  as  far  east  an  Chicago. 

In  making  the  reductions  on  vegetables  and  melons,  the 
transcontinental  carriers  abandoned  the  graded  rate*  that  have 
heretofore  been  in  effert  in  the  eastern  groups  of  destination. 
thereby  avoiding  the  ne, ,  ssily  for  asking  for  fourth  section  re- 
lief. The  new  rates  will  be  blanketed  at  $1.75  at  all  destination* 
between  the  Atlantic  ocean  and  the  Illinois-Indiana  line,  north  of 
the  Ohio  and  Potomac  rivers.  The  grading  from  points  of  origin 
will  also  be  abandoned  for  the  early  stated  rate  of  $1.75  per  100 
pounds.  The  rates  that  are  to  be  superseded  range  from  $1.835 
to  $2.085,  so  the  cuts  will  range  from  8.5  to  33.5  cents  per  100 
pounds. 

The  cuts  are  not  as  heavy  .as  desired  by  the  growers  of 
melons  and  vegetables.  They  wanted  heavier  reductions.  They 
old  Henry  J.  Ford,  special  examiner  for  the  Commission,  who 
took  testimony  on  the  subject  In  the  far  west,  that  they  could 
not  live  unless  the  rates  were  reduced  to  substantially  the  level 
that  prevailed  prior  to  Ex  Parte  74.  Some  of  them  voiced  their 
objections  to  the  proposed  cuts  in  telegrams  to  the  Commission 
because  they  held  them  to  be  too  light,  but  the  Commission 
could  do  no  more  than  act  on  the  application  of  the  carriers 
as  made.  It  could  not  order  any  lower  adjustment,  because  It 
had  not  held  a  formal  hearing,  or  reached  a  conclusion  that  the 
;ates  were  unreasonable  per  se  or  in  relation  to  some  other  rate 
In  a  telegram  to  Chairman  Clark,  the  transcontinental  carriers 
announced  their  intention  to  publish  a  rate  of  $1.50  on  apples 
Short  time,  however,  will  not  be  required  on  that  rate,  because 
Countiss  will  have  opportunity  to  give  statutory  notice  on  the 
tariff  carrying  that  rate  and  get  it  into  operation  by  the  time 
the  apples  are  ready  for  shipment 


CITRUS  FRUIT  RATE  NEGOTIATIONS 

The  Traffic  World  Washington  Bureau 

Negotiations  between  the  traffic  executives  of  transconti- 
nental lines  and  representatives  of  the  Pacific  coast  citrus  fruit 
industry,  according  to  declarations  of  representatives  of  citrus 
fruit  shippers  relative  to  reductions  in  the  rates  on  oranges  and 
lemons,  have  reached  the  point  where  the  railroad  men  have 
proposed  to  the  citrus  fruit  shippers  that  in  return  for  a  10 
per  cent  reduction  in  the  rail  rates,  the  shippers  shall  agree  to 
abandon  their  efforts  to  have  ships  equipped  with  refrigeration 
for  the  carriage  of  their  products  to  eastern  markets  via  the 
Panama  Canal. 

A  proposal  to  that  effect  was  made  to  the  shippers  by  W.  G. 
Bamwell,  assistant  freight  traffic  manager  of  the  Santa  Fe; 
A.  S.  Edmonds,  traffic  manager  of  the  Sale  Lake  line,  and  O.  W. 
Luce,  traffic  manager  for  the  Southern  Pacific,  according  to  a 
statement  issued  in  Washington,  June  11,  by  C.  S.  Whltcomb, 
president  of  the  Pacific  Producers'  Association  and  vice-presi- 
dent of  the  California  Fruit  Growers'  Exchange.  In  hia  state- 
ment Mr.  Whitcomb  said: 

"We  cannot  consent  to  the  provisions  Advanced  by  the  rail- 
roads for  the  reduction  in  freight  rates.  I  will  continue  my 
plans  here  to  have  a  large  number  of  intercoastal  steamships 
provided  with  refrigerated  space  to  carry  our  products  in  Cali- 
fornia and  the  perishable  products  of  the  Northwest  to  the 
Atlantic  coast. 

"The  proposition  advanced  by  the  roads  in  conference  with 
the  representatives  of  the  California  shippers  was  to  lower  the 
rate  on  oranges  from  $1.92  per  hundred  pounds  to  $1.70,  and 
on  lemons  from  $1.66  V;  per  hundredweight  to  $1.50  per  hundred- 
weight, with  the  provision  that  the  minimum  loading  weight  per 
car  be  increased  In  both  cases." 

In  a  formal  answer  to  the  railroads'  proposals,  P.  O.  Wall- 
schlaeger,  secretary  of  the  California  Citrus  League,  issued  the 
following  statement: 

"The  railroads  offered  to  reduce  the  rate  on  oranges  from 
$1.92  per  hundred  to  $1.70  per  hundred  and  on  lemons  from 
$1.66'/£  per  hundred  to  $1.50  per  hundred,  effective  November  1. 
This  proposed  reduction  is  equivalent  to  11  per  cent  on  oranges 
or  17  cents  per  box  ami  10  per  cent  on  lemons,  or  14  cents  per 
box.  The  rate  on  ornneeg  has  been  Increased  since  June,  1918, 
67  cents  per  box  and  on  lemons  56  cents  per  box,  or  86  per  cent 
and  71  per  cent,  respectively. 

"The  proposal  by  the  railroads  was  contingent  upon  the 
Industry  accepting  two  conditions:  First,  that  the  minimum 
load  on  oranges  be  raised  from  26,700  pounds  per  carload  to 
36,000  pounds,  or  9,300  pounds  above  present  tariff  requirements 
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and  that  the  minimum  load  on  lemons  be  raised  from  26,200 
pounds  per  carload  to  34,000  pounds,  or  an  increase  of  7,800 
pounds;  second,  that  the  industry  agree  to  eliminate  shipment 
of  citrus  fruits  by  way  of  Panama  Canal.  The  railroads  stated 
that  no  condition  has  been  attached  to  reduction  of  rates  on 
any  other  industries,  it  applying  to  California  citrus  fruits  alone. 
The  proposal  made  by  the  railroads  is  on  the  face  of  it  unfair 
and  there  is  no  power  on  part  of  shippers  to  accept  any  such 
condition. 

•"During  the  war,  at  the  request  of  the  Food  Administra- 
tion, and  since  that  time,  the  citrus  industry  co-operated  with 
the  government  by  voluntarily  increasing  the  load  per  car  and 
minimum  loads,  which  the  railroads  now  seek  to  make  effective 
in  their  tariff.  The  industry  has  voluntarily  continued  to  ship 
these  heavy  loads  since  ending  of  the  war,  though  no  consid- 
eration has  been  given  the  industry  by  railroads  in  their  rate 
in  response  to  the  voluntary  action  by  the  shippers.  Heavier 
loading  has  been  disadvantageous  to  the  industry  by  restricting 
distribution  of  citrus  fruits  in  smaller  markets  and  the  railroads 
have  not  given  the  industry  credit  for  any  part  of  the  saving. 

"Since  the  war  the  industry,  recognizing  the  need  of  larger 
revenues  and  of  conserving  car  supply,  has  been  able  through 
voluntary  action  to  generally  continue  this  heavier  loading  and 
it  thereby  added  greatly  to  the  revenues  of  the  railroads  with- 
out any  corresponding  reduction  in  rates  on  their  part.  Spe- 
cifically, the  citrus  industry  has  voluntarily  contributed  to  the 
revenue  of  the  railroads  approximately  ?100  per  car  on  oranges 
by  heavier  loading,  as  compared  to  the  reduction  of  $79.28  per 
car  which  the  railroads  seek  to  make  effective.  The  industry 
continued  heavy  loading  not  only  for  purpose  outlined  but 
with  the  expectation  that  it  would  be  granted  a  corresponding 
benefit  by  the  railroads  through  reduction  in  rates. 

"To  accept  such  conditions  by  the  industry  is  impossible.  It 
is  inconceivable  that  the  shippers  of  the  Pacific  coast  should 
agree  to  deny  themselves  the  benefits  which  the  building  of  the 
Panama  Canal  has  conferred  upon  the  California  industries." 

G.  Harold  Powell,  general  manager,  California  Fruit  Grow- 
ers' Exchange,  in  a  statement  declared: 

"I  am  amazed  that  California  railroad  lines  propose  to  make 
the  slight  reduction  in  the  freight  rates  on  oranges  and  lemons 
contingent  on  the  agreement  by  the  citrus  industry  to  consent 
to  the  raise  in  minimum  carload  weights  and  on  eliminating 
shipments  via  the  Panama  Canal.  This  proposal  is  an  attempt 
to  have  the  citrus  industry  boycott  the  canal  and  would  reduce 
benefits  which  the  canal  will  confer  upon  southern  California 
industries  and  throttle  development  of  coast-to-coast  traffic  by 
the  American  merchant  marine,  which  has  made  such  a  prom- 
ising start. 

"Any  organization  that  would  make  such  an  agreement 
would  be  quickly  disrupted.  No  such  condition  has  been  at- 
tached to  voluntary  reduction  in  rates  of  similar  proportions  for 
other  fruits  and  vegetables  shipped  from  other  sections  of 
Pacific  coast  and  it  is  an  unjust  discrimination  against  indus- 
tries of  southern  California." 

The  shippers,  in  their  negotiations  with  the  railroads,  in- 
sisted that  they  needed  a  rate  of  $1.44  on  oranges  to  enable 
them  to  live.  On  account  of  the  competition  of  Sicilian  lemons 
they  told  the  railroads  they  had  not  the  heart  to  say  how  low 
the  rate  on  them  should  be,  because  they  felt  that  the  railroads 
could  not  afford  to  make  the  rate  low  enough  to  assure  a  profit, 
at  present  prices,  except  to  the  most  favorably  situated  growers 
of  lemons. 

Mr.  Whltcomb,  president  of  the  Pacific  Producers'  Associa- 
tion, announced,  June  13,  he  would  leave  Washington  for  New 
York  that  day  to  confer  with  steamship  interests,  for  the  pur- 
pose of  arranging  for  vessels  to  carry  fruits  and  vegetables 
from  the  Pacific  coast  via  the  Panama  Canal.  That  was  his 
answer,  he  said,  to  the  proposal  of  the  railroads  "of  a  slight  re- 
duction in  freight  rates  on  oranges  and  lemons  contingent  on 
the  agreement  by  the  citrus  industry  to  eliminate  shipments  by 
the  Panama  Canal." 

Mr.  Whitcomb  said  the  Pacific  Producers'  Association,  which 
rganized  ten  days  ago  in  Seattle,  was  formed  primarily  for 
the  purpose  of  enabling  the  fruit  and  vegetable  interests  of  the 
Pacific  coast  to  secure  such  economical  transportation  as  would 
e  possible  a  price  within   the   reach   of  the   Atlantic   coast 
'The  consumer  fixes  the  price,"  said  Mr.  Whitcomb 
I  our  hope  is  to  be  able  to  come   within  that  price      In 
answer  to  any  criticism  which  has  been  made  recently  concern- 
Ing  the  price  of  lemons,  I  want  to  say  that  in  hot  spells    such 
s  we  are  now  experiencing,  it  is  impossible  to  keep  lemons  at 
figure.     Invariably  the  price  skyrockets  in  these  hot 
ens^ani       ere  Is  no  way  to  prevent  it,  as  can  be  readily  under- 

Proposals  made  by  the  transcontinental  railroads  for  the  re- 
ction  in  the  freight  rate  on  citrus  fruits,  providing  the  shin 

UTJSSST,1"!*0.^  the  Panama  Canal  in  "aching  the  Eas°- 
?rn  markets  in  the  future,  were  termed  unfair,  June  14  bv  Sena 
tor  Shortridge  of  California. 

"The  proviso  attached  to  the  reduced  freight  rate  offer  made 
by  the  railroads— that  Is  that  the  shippers  should  not  us?  the 
Panama  Canal  In  the  future-is  unfair  and  unjus™  Senator 


Shortridge  declared.  "The  Panama  Canal  was  built  that  the 
American  people  might  have  the  advantage  of  less  expensive 
transportation  from  coast  to  coast.  The  proposal  of  the  rail- 
roads would  bar  a  particular  section  of  the  country  from  these 
advantages. 

"There  is  only  one  question  at  issue.  That  is  the  reasonable- 
ness of  the  freight  rates.  If  the  rates  on  California  citrus  fruits 
are  too  high  they  should  be  lowered  with  no  provision  concern- 
ing the  use  of  the  canal.  It  is  absolutely  necessary  that  lower 
freight  rates  be  ordered  that  the  California  fruit  and  vegetable 
crops  may  be  moved  without  great  loss  to  the  producer." 

FRUIT  AND  VEGETABLE  SHIPMENTS 

The  Traffic  World  Washington  Bureau 

In  the  first  five  months  of  1921  the  railroads  of  the  country 
moved  376,946  carloads  of  fruits  and  vegetables  in  comparison 
with  315,342  carloads  in  the  corresponding  months  of  the  preced- 
ing year,  an  increase  of  61,604.  These  are  the  figures  of  The  Mar- 
ket Reporter,  an  official  publication  of  the  department  of  agricul- 
ture, dated  June  11.  They  include  statistics  for  the  week  ending 
June  4,  so  they  cover  a  few  days  beyond  the  first  five  months. 
The  comparison,  however,  is  for  exactly  the  same  period  in  1920. 
Citrus  fruits  are  not  included  in  the  table  of  figures  prepared 
and  published  by  the  department  of  agriculture,  as  to  the  rates 
on  which  the  west  coast  growers  and  commission  merchants 
have  said  much.  The  table  shows  that  of  the  increase  of  61,604 
carloads,  California  furnished  4,319.  Of  that  last  mentioned  in- 
crease in  carloads,  shipped  in  the  five  months  under  comparison, 
3,232  represented  shipments  of  new  and  old  white  potatoes, 
shipped  by  California  to  various  markets.  Deducting  that  in- 
crease in  shipments  of  new  and  old  white  potatoes  from  the 
total  increase  in  California  shipments  of  4,309  leaves  a  net  in- 
crease for  California  of  1,087  carloads  in  the  five  months'  period 
of  this  year  as  compared  with  the  corresponding  period  of  1920. 
Apparently  short  haul  shipments  account  for  much  of  the 
increase,  especially  in  apples.  California  shipped  only  boxed 
apples.  In  the  five  months  period  under  comparison,  the  Cali- 
fornia shipments  increased,  1921  over  1920,  from  4,150  carloads 
to  4,327.  Washington,  however,  decreased  from  27,160  to  20,183. 
New  York,  however,  increased,  not  in  boxed  but  in  barreled  ap- 
ples, from  10,233  carloads  to  32,549,  or  practically  one-sixth  of 
the  entire  increase.  Virginia  increased  her  apple  shipments  from 
7,075  to  8,020  carloads.  West  Virginia  increased  her  shipments 
from  2,849  to  4,639  and  all  other  sections  increased  from  15,290 
to  17,784. 

Other  large  increases  tend  to  support  the  theory  that  the 
increase  of  61,000  carloads  was  due  to  increases  in  comparatively 
short  haul  traffic  to  the  big  markets.  This  is  shown  by  the  fact 
that  South  Carolina  increased  its  carload  shipments  of  cabbage 
from  948  to  3,114,  while  Texas  shipments  decreased  from  4,831 
to  1,658.  The  Norfolk,  Va.,  district  increased  its  cabbage  ship- 
ments from  88  to  1,890,  and  the  eastern  shore  of  Virginia  from 
54  to  497  carloads. 

A  fact  that  would  seem  to  negative  the  theory  that  the  in- 
crease was  largely,  if  not  wholly,  on  the  short  haul  stuff  is 
furnished  by  the  fact  that  California  increased  lettuce  ship- 
ments from  4,935  to  7,6G7.  Another  fact  of  that  character  is 
that  Texas  increased  the  shipment  of  mixed  vegetables  from  258 
to  1,258. 

An  amazing  fact  is  that  the  shipments  of  Georgia  peaches 
increased  from  95  carloads  in  the  first  five  months  of  1920  to 
1,567  in  the  corresponding  months  of  1921.  That  difference  ma? 
be  accounted  for  by  a  difference  in  the  season,  causing  the 
peaches  to  come  earlier  to  market  in  1921  than  in  1920.  Spring 
weather  came  early  in  1921  and  that  probably  accounts  for  the 
great  difference  in  the  shipments  in  the  first  five  months. 

Florida  increased  tomato  shipments  from  the  east  coast  from 
2,917  to  3,236  cars  and  from  the  other  parts  of  the  state  from 
364  to  2,096.  Texas  also  increased  shipments  of  tomatoes  141 
to  501  cars. 

A  large  percentage  of  the  total  increase  is  due  to  the  ship- 
ments of  potatoes.  In  the  first  five  months  of  this  year  potato 
shipments  consisted  of  186,755  cars  as  compared  with  159,927  in 
the  first  five  months  of  1920.  Apples  constituted  the  next  largest 
movement.  In  the  first  five  months  of  1920,  45,579  cars  of  boxed 
apples  were  shipped;  in  the  corresponding  months  of  this  year 
only  35,022  were  forwarded.  However,  the  total  of  apples  shipped 
was  greater  in  1921  than  in  1920,  because  the  shipments  of  bar- 
reled apples  in  1921  amounted  to  63,989  carloads  in  comparison 
with  41,278  in  the  first  five  months  of  1920. 

The  complaint  of  cabbage  growers  that  the  high  rates  were 
curtailing  the  movement  may  have  been  justified  in  part  at  least, 
because  in  the  first  five  months  of  1920  13,044  carloads  moved, 
while  in  the  corresponding  period  of  1921  the  movement  con- 
nsted  of  only  11,659  carloads.  Lettuce,  however,  more  than  off- 
set the  decrease  in  cabbage,  because  shipments  of  that  salad  ma- 
terial increased  from  8,790  cars  in  1920  to  12,031  cars  in  the  first 
five  months  of  1921. 

Fewer  onions  were  used  in  the  salads  in  1921,  presumably, 
because  the  onion  shipments  decreased  from  6,148  cars  in  1920 
to  4,704  in  1921.  There  was  a  notable  increase  in  the  shipment 
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of  mixed   vegetables,   :ln>  figure  of  5,868  cars  In  1920  bolng  re- 

•  I  l>y  7.ISI   in     :  -ncmths  of  1921. 

There  was  also  ;i  his  increase  In  the  shipment  of  strawoer- 

iii. 'nt  going  up  from  ,~>,139  in  1920  to  9,122  in  1921. 

Swei  '-o  showed  an  Increase,  from  6,161  In  1920  to 

^V:i  '  from  127  to  1,556;  the  movement  of 

peachi  also  ineieusiMl  \viirnlri-riilly  In  the  first  five  months  of 
1921  over  the  ri'iTespuixlini;  period  of  1920,  the  increase  being 
1'ioin  H'l  cars  in  1:120  to  1592  In  1921. 

The  siniisiies  shown  hy  Secretary  Wallace's  official  publlca- 
lion  covered  iii,  week  endin-  .lime  4,  1921.  That  was  a  good 

K  in  comparison  with  the  corresponding  week  of  1920.  In 
li'-Jl  Hie  mo.eiiient  of  all  fruits  and  vegetables  was  8,105  cars  as 
I  with  0.901  in  1920.  An  equally  good  or  better  showing 
ni:ide  by  March,  April  and  May  of  1921  in  comparison  with 
the  same  months  of  1920.  March  of  this  year  showed  an  in- 
crease in  carloads  from  25,185  in  1920  to  20,990  In  this  year. 
April  increased  from  20,250  to  31,035  and  May  from  23221  to 
34,524. 

The  table  of  figures  reported  by  the  Secretary  of  Agriculture 
in  his  official  publication  does  not  go  into  the  question  of  the 
proiii  or  loss  of  the  shippers.  In  other  parts  of  his  publication 
the  secretary  published  a  diagram  showing  the  remarkable  de- 
cline in  the  prices  received  by  the  farmers  for  potatoes  in  1920 
and  lirjl.  His  chart  shows  that,  in  September,  1920,  the  farmer 

ivcd  about  $2.20  per  100  pounds  for  potatoes  in  Chicago,  and 
that  by  .May.  1921.  the  price  had  declined  to  about  75  cents  per 
ion  pounds,  the  quotations  being  made  on  No.  1  northern  round 
white.  The  secretary's  report  said  that  there  was  an  almost  un- 
interrupted decline  from  September,  1920,  to  May,  1921,  the  only 
notable  exception  being  the  slight  recovery  in  late  October,  1920, 
and  the  middle  of  February,  1921.  Since  the  season's  low  point 
was  reached,  in  the  latter  part  of  May,  1921,  a  third  recovery  has 
taken  place  averaging  about  10  per  cent  above  the  season's  low- 
est point. 

In  the  weekly  review  of  the  fruit  and  vegetable  market  Sec- 
retary Wallace  commented  on  the  state  of  the  market  for  Texas, 
California,  Georgia,  Florida  and  Virginia.  He  said  that  Texas 
yellow  Bermuda  onions  were  dull  in  eastern  markets.  He  said 
that  Florida  tomatoes  were  in  good  demand  in  New  York  whole- 
sale markets  and  the  prices  were  slightly  higher,  and  that  de- 
mand was  good  for  sound  stock. 

Heavy  hauling  early  in  the  week,  he  said,  from  California 
shipping  points  lowered  the  prices  of  salmon  tint  cantaloupes  to 
around  $3  per  crate.  He  said  that  standard  45s  closed  at  $2.25 
f.  o.  b.  cash  track.  Prices  declined,  he  said,  $2  to  $4  per  crate 
in  consuming  centers,  closing  at  $5  to  $8,  the  eastern  markets 
holding  best  at  $6.50  to  $8.  Chicago  reported  an  extreme  decline 
of  $4.50  per  crate,  closing  weak  at  $5  to  $5.50. 

"No  particular  reason  other  than  increasing  receipts  in  that 
market  seems  to  account  for  such  a  break,"  said  the  official  bul- 
letin of  the  Secretary  of  Agriculture.  "About  1,000  cars  of  canta- 
loupes were  shipped  from  the  Imperial  Valley  of  California  dur- 
ing the  week  compared  with  130  last  week."  With  regard  to 
peaches  from  Georgia,  Secretary  Wallace  said  that  the  demand 
was  good  at  a  range  of  $1.75  to  $2.75  in  six  basket  carriers  and 
bushel  baskets,  in  eastern  markets.  Early  Rose  peaches  com- 
manded from  $2.75  to  $3.75. 

With  regard  to  Florida  watermelons  the  secretary  said  the 
demand  and  movement  had  both  been  good;  medium  sized  mel- 
ons in  New  York  bringing  from  $500  to  $1,000  per  car  and  $500 
to  $800  in  Philadelphia.  The  movement  was  687  cars  compared 
with  447  the  preceding  week  and  with  78  cars  during  the  cor- 
responding period  last  season.  California  and  Texas  had  rolled 
a  few  cars,  Secretary  Wallace  said. 

With  regard  to  cabbage,  about  which  the  fruit  and  vegetable 
growers  have  had  much  to  say,  Secretary  Wallace  reported  that 
Virginia  cabbage  had  recovered  in  Philadelphia,  touching  $3  per 
100-pound  crate  early  in  the  week,  but  declined  again  to  a  range 
of  $1.25  to  $1.50.  The  New  York  market,  Mr.  Wallace  said,  was 
slightly  stronger,  reaching  $2.25  to  $2.50  per  crate.  The  highest 
prices  ruled  in  Pittsburgh,  where  Virginia  stock  reached  $4.50 
early  in  the  week  and  closed  at  $3  to  $3.50  June  4. 


ASK  PETROLEUM  RATE  ADJUSTMENT 

While  asserting  that  the  question  of  a  general  adjustment  of 
rates  should  be  left  until  some  future  time,  a  resolution  drawn  up 
by  the  American  Petroleum  Institute,  at  a  conference  at  which 
representatives  of  the  National  Petroleum  Association  and  the 
Western  Refiners'  Association  were  present,  states  that  there 
are  some  adjustments  which  might  be  made  that  would  stimulate 
traffic  and  so  help  both  the  carrier  and  the  shipper. 

Such  an  adjustment  is  proposed  on  petroleum  and  its  prod- 
ucts in  Official  and  Southern  Classification  territories.  The  reso- 
lution, which  has  been  mailed  to  the  oil  trade  with  the  request 
that  comment  be  made  as  to  the  "desirability  of  the  industry  per- 
suing  the  subject  in  the  manner  outlined,"  Is  as  follows: 

At  a  meeting  of  a  special  committee  of  the  Institute,  for  the  pur- 
pose of  expressing;  the  attitude  of  the  Institute,  subject  to  the  ap- 
pioval  of  the  board  of  directors  to  the  traffic  division  of  the  American 


Itallwny  Auoclntlnn.  on  th.-  'oiMtlon  of  th-  n-n.ljint  merit  of  the  rate! 
mi  !>•  t  ml, -urn  and  It*  prodi. 

1.  Tint    It    In    tin-    BI-II    •  ,-fiirrnl    ll'iuldn- 
tlnn   in   IHI-IM.-KM,   nnil   tl.- 

Illndltll-S     Will     FVi-lltllllll)      M   .-. 

posall'lv    link.-    HYlilliilili-    in    I:  I  !«•. 

or  «  r.  vision  of  rat.-*  upon   i>  .rtl<  ulnr  •  ••  t,ut   It   In  not  now 

ii|i|,aivnt    wluit    ultimate   cliui,K,-s.    If   mi  •  nimry   or 

advisable.      Tin-   qniMmri    n i    t..  n,. riil    ailjuslni.  .liniild   be 

I.  it    until    It   become*    in.  nt   than   It   U   now.    whnt   the   final 

hould  !><•. 

Tliiit.  limvi-vi-r.  Hi.  r  ,  which  r«n  be  made 

row    \\iii, •!,    -.nil  tend   In  nlliiHiiuie  ii.,M,   .   :,i,.i    hi  Ip   |,.,H,   H,.-   railroads, 
the  shippers  and  the  roiimiin.  i«  of  commodities. 

•   step  toward  Improving  tin-   im,,,, -llato  situation  of  the  rall- 
ronds  and  of  t1  r»,   we  mucK'-xt    the   follow*' 

2.  That  In  what  IB   known  a*  Official  ClBMtfloUIOD   territory  the 
rules  !»•  readjusted  upon  th,'  hail*  of  rut.-*  In  effect  January.  1917 
the   addition    thereto  of   tli.     |»  re.  ntiiKcs   autli  interstate 
Commerce  Commission  In  Kx  1'arte  74  for  Intra-terrltorlaJ  shii.n, 
namely,  40  per  cent. 

3.  That  In  the  Western  and  Southern  Classification  territories  the 
local    rate   effective   at    present   shall    lie    reduced   15   per   «-nt.    plus   a 

'ion  of  4V4  cents  and  thr  proportional  rates  In  th'  same 
territories,  15  per  cent  plus  2  or  2fc  cents  per  100  pounds,  whichever 
was  authorized  In  Freight  Hate  Authority  »«. 

I.  That  th.  traffic  division  of  tho  American  Hallway  Association 
be  requested  to  provide  by  proper  procedure,  at  the  earliest  possible 
date,  for  the  elimination  In  all  territories  of  the  so-called  minimum 
rate  as  applied  to  petroleum  and  Its  products,  thereby  enabling  the 
carriers  to  make  effective  short  haul  rates  on  petroleum  and  Its 
products  that  will  restore  the  tonnage  to  the  carriers  In  short  haul 
transportation. 

5.  The    committee    In    suggesting    the   aforesaid    percentages    and 
basis  of   rates  to  which   they   are    to   I..-   applied   make   the  suggestion 
In   tentative    form   subject    to  alteration    either   by    the   petroleum    In- 
dustry or  the  traffic  division  of  the  American  Railway  Association,  or 
both. 

The  aforesaid  basis  and  percentages  have  been  tentatively  arrived 
at  'by  the  various  factors  of  the  Industry  In  Joint  conference  for  the 
purpose  of  meeting  the  views  of  the  traffic  division  of  the  American 
Railway  Association. 

6.  That  the  American   Petroleum   Institute   be  requested  to  take 
charge  of  the  collection  of  data  for  presentation  to  the  traffic  division 
of   the    American    Hallway    Association    and    that    the    conduct   of    the 
case  be  placed  in  the  hands  of  Fayette  B.  Dow. 

The  resolution  was  mailed  from  the  offices  of  the  American 
Petroleum  Institute  on  June  10.  On  the  same  day  an  invitation 
was  sent  to  petroleum  shippers  in  Trunk  Line  territory  by  R.  M. 
Collyer,  chairman  of  the  Trunk  Line  Association,  to  attend  a 
conference  in  Chicago,  June  16,  at  which  a  proposition  submitted 
by  refiners  in  C.  F.  A.  territory  is  to  be  considered.  The  letter 
reads: 

"Based  upon  request  for  reconstruction  of  petroleum  rates, 
received  from  refiners  in  C.  P.  A.  territory,  a  proposition  la  to 
be  considered  at  a  conference  with  shippers  in  Chicago  next 
week,  which  contemplates  some  reductions  in  the  present  local 
rates  applicable  from  points  In  C.  F.  A.  territory  and  some  In- 
creases in  proportional  rates  from  the  junctions  of  the  C.  F.  A. 
lines  with  roads  in  other  territories. 

"It  is  not  clear  what  effect  this  may  have  upon  the  rates 
on  petroleum  moving  into  Trunk  Line  territory  or  moving  from 
refineries  in  Trunk  Line  territory,  and  it  would  seem  to  be  In 
the  general  interest  that  the  refining  Interests  located  In  Trunk 
Line  territory  be  advised  of  the  proposed  conference,  which  is  to 
be  held  in  the  rooms  of  the  Central  Freight  Association,  Trans- 
portation Building,  Chicago,  at  10:30  a.  m.,  daylight  saying  time, 
June  16." 


RATE  REDUCTIONS  ON  WOOL 

Wool  was  added  to  the  list  of  commodities  on  which  the 
western  transcontinental  carriers  intend  to  make  reductions 
when  R.  H.  Countiss  sent  to  the  Commission  his  fourth  section 
application  No.  17,  June  14.  The  application  seeks  relief  from 
the  provisions  of  the  fourth  section  in  connection  with  rates  on 
wool  and  mohair,  carloads,  from  Pacific  coast  terminals  to  points 
in  eastern  defined  territory,  groups  A  to  J,  inclusive,  under  Tariff 
No.  3-D,  I.  C.  C.  1087,  and  No.  2P,  I.  C.  C.  1084. 

Points  of  origin  are  grouped  under  California  terminals  and 
north  Pacific  coast  terminals  as  follows:  California:  East  San 
Pedro,  Oakland,  Richmond,  San  Diego.  San  Francisco,  San  Pedro. 
Wilmington.  North  Pacific  Coast:  Aberdeen.  Anacortes.  Bell- 
ingham,  Cosmopolis,  Everett,  Hoquiam,  Seattle,  South  Belling- 
ham,  Tacoma  and  Vancouver,  Wash.;  Astoria  and  Portland,  Ore.: 
New  Westminster,  Prince  Rupert,  Vancouver  and  Victoria,  B.  C. 
The  proposed  rates  are  as  follows: 

From  "North 
From  Pacific 

Minimum  "California       Coaat 

Articles  ht     Terminals"  Terminals" 

Wool.    In   grease,    etc..   as  described   In 

Item   1585  of   "Tariff  3-'O' " 24,000  135 

Same  as 
provided 
In  Item 
1080  of 
Wool.    In   grease,   etc..   as  described  In  "Tariff 

Item   1080  of  "Tariff  2-1- 2-P"  ...  135 

Wool,     pulled,     etc..     as     described     In 

It. 'in    1590  of   "Tariff   3-W  " 24.000 

Wool,    pulled.    In    bales,    compressed    to 

not  leu  than  12  IDS.  per  cubic  foot  24.000  ...  150 

Wool,    scoured,    etc.,    as    .1.  M-rlbed    In 

It. -in    1595   of   "Tariff   3-W  " 20.000  176 

Wool,    scoured.    In    square    Imles,    ma- 

i  lime  compressed  to  not   less  than 

10    IDS.    per    cubic    foot 24.000  ...  175 
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Prom  points  intermediate  to  the  "terminals"  above  desig- 
nated it  is  proposed  to  apply  rates  as  follows: 

(1)  Rates  made  by  adding  to  the  rates  herein  proposed   from   the 
••l.nninal"    (desiunut.-d    .-ihove)    which    is   nearest   the   origin   of   snip- 
nn-nt.    the    local    nit.-    published    for   use    upon   interstate    traffic    from 
mlKin  point  to  nurli  nearest   "termlnBl"  point. 

Uy  tin-  "nearest  t.-iniin.-il"  is  meant  the  "terminal"  to  which  the 
lowest  local  int.-  available  for  use  upon  interstate  traffic  applies,  and 
not  necessarily  tin-  "terminal"  situated  geographically  nearest  the 
point  of  origin. 

(2)  Kates  made   by  combination  of  local  rates  via  such  junctions 
as  Albuquerque.   X.   -M  .   Kl   I'aso.  Tex.,  Ogden,  Utah,  etc.,  or  junction 

(3)  Through   commodity    rates   published   in   the   following   tariffs: 
Atchi.son,  Topeka  &  Santa   !••.•  Uy.—  Tariff  5834  K,  I.  C.  C.  No.  9036. 
Canadian  Pacific  Ry.—  Tariff  E-3495,  I.  C.  C.  No.  K-2I51. 
<-|iieaKO_,_.  Milwaukee    <v    SI.    J'aul    Ky.—  G.    F.    O.    1176-E,    I.    C.    C.    No. 

Kl  PU0  *  Southwestern  System—  Tariff  1072-G.  I.  C.  C.  No.  1131. 
Great  Northern  Uy.—  G.  F.  O.  1029-C.  I.  C.  C.  No.  A-4732. 
Northern  Pacific  Ky.—  Tariff  I283-F,   I.  C.  C.  No.  6617. 
Oregon  Short  Line—  Tariff  2371-G,  I.  C.  C.  No.  2256. 

The  rates  at  present  in  effect  from  the  above  designated 
"terminals"  are  as  follows: 

From 

"North  Pacific 

Articles  To    Points      "California       Coast 

Taking  Ter-  Ter- 

minals"       minals" 

Group  A,  B,  C,   Rates  in  cents  per  100 
D,    E,    G    or  Ibs. 

H   rates  *166% 


Item 


15S5  of 
"Tariff 
3-'O'  " 


Wool,  etc.,  in  grease 
(as  described),  less 
than  carloads. 


1080  of  Wool,  etc.,  in  grease 
"Tariff  (as  described),  car- 
2-P"  loads,  mln.  wt.  as 

shown   in   tariff. 


Group    J    rates       *156% 

Group  A,  B,  C, 

D,  E,  F  or  G 

rates 
Group    J    rates 


1590  of  Wool,  pulled  (as  de- 
"Tariff  scribed),  less  than 
3-'O  "  carloads. 


Wool,    pulled. 


Group  A,  B,  C, 
D,  E,  F,  G 
or  H  rates 

Group   J   rates 


Group  A,  B,  C, 
D,  E.  F,  or 
G  rates 

Group    J    rates  ' 


Group  A,  B,  C. 
D.  E,  F,  G 
or  H  rates 

Group   J   rates 


1595  of  Wool,     etc..     scoured 

"Tariff  (as  described),    less 

3-'O'  "  than  carloads. 

1085  of  Wool.       scoured       (as     Group  A,  B,  C. 

"Tariff  described),    in    car-         D,    E,    F    or 

2-P"  loads,    min.    wt.    as         G  rates 

shown  in   tariff.  Group  J   rates 


«172 


•216% 
•203 


166% 
156% 


No  specific 
through 
rates 
published 


250 
234% 


•From  Richmond.  Cal.,  the  present  rate  is  8  cents  per  100  pounds 
higher  than  the  present  rate  from  other  "California  Terminals." 

• 

The  proposed  rates  are  necessary,  according  to  the  applica- 
tion, to  meet  rates  available  from  California  ports  and  from 
north  Pacific  coast  ports  to  the  Atlantic  seaboard  in  connection 
with  steamer  lines  operating  through  Panama  Canal,  taking 
into  account  the  value  of  the  superior  rail  service  as  well  as  the 
expense  of  moving  shipments  by  water. 

Attention  is  directed  to  the  fact  that  the  present  rates  from 
Pacific  Coast  terminals  are  lower  than  from  intermediate  points, 
this  adjustment  having  been  authorized  by  the  Interstate  Com- 
merce Commission  in  the  wool  case,  23  I.  C.  C.  151  and  fourth 
section  order  2814,  May  6,  1913.  "We  believe,"  states  Countiss, 
"this  application  is  necessary  only  because  the  various 
Increases  made  in  the  rates  from  both  the  terminal  and  in- 
termediate points  and  the  reduction  now  necessary  from  the 
terminals  to  meet  a  more  active  water  competition  will  result 
a  an  Increase  of  the  difference  between  the  rates  from  the  ter- 
minals and  the  higher  rates  from  intermediate  points." 

The  rates  quoted  from  Pacific  coast  ports  to  Atlantic  sea- 
board by  water  lines  in  the  Pacific  coast  service  are  for  wool  in 
grease,  In  bales,  90  cents,  and  for  wool,  scoured,  in  bales,  $1.  ' 

TRANSPORTATION  ACT  BLAMED  FOR 
HIGH  RATES 

The  Traffic  World  Washington  Bureau 

In  an  attack  on  the  Republican  administration,  Senator  Har- 

rison of  Mississippi   declared   in   the  Senate,   June   14    that   an 

alleged  achievement"  of  the  administration  was,  as  re'ported  in 

newspaper  friendly  to  the  Harding  administration,  that  "the 

administration  already  has  taken  up  the  subject  of  getting  the 

transportation  system  upon  a  satisfactory  basis  with  a  view  to 

reducing  railroad  rates." 

i  KS°  U  '^  clalmed  as  an  achievement  of  the  party  that  there 
will  )e  a  reduction  in  railroad  rates,"  said  the  senator  "Yet  the 
standard  bearer  of  the  party  in  the  last  campaign  pronounced  as 
the  greatest  accomplishment  of  a  Republican  Congress  "he  nas 
sage  of  the  Each-Cummins  bill.  If  there  is  anyone  saUsfied  with 
P~  ra"road  bl"  that  was  Pronounced  by 


prevented  from  shipping  their  products  to  markets  because  of 
the  "unusual  and  heavy  transportation  rates." 

"All  of  this  is  due  to  the  passage  of  a  measure  that  your 
party  is  responsible  for  and  for  which  your  President  spoke  in 
most  laudatory  terms  of  approval  on  an  hundred  occasions  in  the 
last  campaign,"  said  Senator  Harrison. 

Senator  McKellar  of  Tennessee  inquired  whether  any  senator 
on  the  floor  was  pleased  with  the  transportation  act.  Senator 
Borah  replied  that  some  of  the  senators  on  the  Republican  side 
were  not  pleased  with  the  act  and  never  were. 

Senator  Harrison  said  the  only  evidence  he  had  seen  on 
which  to  base  the  claim  that  freight  rates  were  to  be  brought 
down  was  that  the  President  walked  over  to  the  Interstate  Com- 
merce Commission  one  day  and  "expressed  the  view  privately  to 
some  employe  or  perhaps  a  commissioner  that  the  rates  should 
be  lowered  to  some  extent  on  fruit." 

"It  takes  more  than  that  to  remove  the  burdens  imposed 
by  this  bill  from  the  backs  of  the  American  people,"  continued 
Mr.  Harrison,  "and  this  false  claim  only  accentuates  the  pres- 
ent deplorable  transportation  conditions  for  which  you  are  re- 
sponsible." 


ASK  LOWER  WATERMELON  RATES 

The   Traffic   World    Washington  Bureau 

At  the  request  of  watermelon  growers  in  Georgia,  Senator 
Harris  of  that  state  has  revived  his  effort  to  obtain  reductions 
in  the  rates  on  watermelons  to  all  markets  east  of  the  Mississippi 
River.  The  announcement  by  the  transcontinental  carriers  of  an 
intention  to  reduce  fruit  and  vegetable  rates  afforded  a  reason 
for  writing  letters  to  the  Commission  on  the  subject,  notwith- 
standing the  fact  that  the  carriers  have  said  they  could  not  af- 
ford to  reduce  rates  and  that  the  Commission  had  not  the  power 
to  do  so,  except  after  formal  proceedings  had  convinced  it  that 
the  rates  are  not  in  accord  with  the  mandate  of  the  law.  As 
a  matter  of  policy  the  Commission  has  no  power  whatever.  It 
cannot  order  rates  down  for  no  reason  other  than  that,  in  its 
judgment,  lower  rates  would  attract  a  larger  volume  of  business. 
It  would  require  testimony  other  than  expressions  of  opinion 
I  hat  lower  rates  would  bring  more  business  to  warrant  an  order 
directing  a  reduction  of  rates. 


men 

The  senator  declared  the  people  of  the  country  were  being 


BEEK   ON   REDUCED   RATES 

J.  H.  Beek,  executive  secretary  of  the  National  Industrial 
Traffic  League,  in  reply  to  a  request  from  a  trade  publication 
that  he  prepare  for  it  a  technical  article  as  to  the  present  rail- 
way rates  in  relation  to  the  industry  concerned,  "emphasizing 
the  manner  in  which  they  burden  that  industry  and  offering  a 
solution  of  the  problem,"  has  replied  as  follows: 

I  desire,  as  indicating  my  personal  views,  to  make  this  observa- 
tion. It  is  not  made  with  reference  to  your  commodity  any  more  than 
to  other  commodities.  It  is  the  opinion  of  well  informed  men,  in 
commercial  as  well  as  financial  circles,  that  we  have  now  come  to  the 
parting  of  the  ways  on  the  railroad  problem.  The  railroads  must  be 
permitted  to  earn  enough  money  to  pay  their  operating  costs — the 
maintenance  of  their  properties,  the  interest  on  their  bonded  indebted- 
ness, and  such  a  reasonable  amount  over  and  above  these  fixed 
charges,  for  returns  upon  the  money  invested  in  their  stocks,  as  will 
enable  their  managements  to  command  the  funds  necessary  to  make 
needed  improvements,  and  keep  pace  with  the  developments  of  the 
country  and  its  commerce.  If  they  are  not  to  be  permitted  to  do  this, 
then  the  only  other  alternative  is  government  ownership  and  opera- 
tion. 

While  in  Washington  last  week  I  had  occasion -to  discuss  this 
subject  at  considerable  length  with  some  members  of  Congress  and 
they  were  most  emphatic  in  their  statements  that  neither  sentiment 
nor  prejudice  could  he  allowed  to  influence  Congress  or  the  Interstate 
Commerce  Commission  in  dealing  with  this  most  vital  problem.  The 
railroad  business  does  not  differ  greatly  from  other  lines  of  business 
in  its  economic  aspects,  except  in  its  magnitude.  Second  to  agricul- 
ture it  is  the  largest  industry  in  the  United  States  and  it  is  so 
related  to  agriculture  and  every  other  industry  that  there  can  be  no 
permanent  prosperity  for  any  of  them  unless  the  railroads  are  able 
to  meet  every  demand  made  upon  them  for  transportation  promptly 
and  efficiently.  It  will  not  be  denied,  I  think,  that  they  have  not  been 
able  to  do  this  since  1911,  barring,  of  course,  the  abnormal  period  of 
depression  existing  since  hist  December.  Tile  railroads  of  the  country 
must  pay  their  way,  just  as  any  other  business  enterprise  must  pay 
it  way,  or  failing  to  do  that,  go  to  the  wall. 

The  railroad  problem,  in  its  last  analysis,  is  the  shippers'  problem, 
because  it  is  the  shippers  who  use  the  railroads.  The  shippers  require 

icrvice,  and  without  adequate  transportation  facilities  they  cannot 
conduct  their  own  business  enterprises.  Rates,  of  course,  can  never 
be  higher  than  the  traflie  will  bear— that  is  to  say.  the  nature  of  the 
commodity,  its  point  of  production,  the  competitive  features  that 
enter  into  its  manufacture  and  sale,  etc.,  must  all  be  taken  into 
account,  and  the  rates  adjusted  in  the  light  of  all  these  facts  but  the 

ates,    as    a   whole,    must    produce    such    earnings    as    will    enable    the 

railroads    to    properly    function    in    behalf    of    the    public.      It    is    sur- 

ising  and   decidedly   alarming,    that   any   one   can    be    found   to   take 

isue   with   a   statement    so  fundamentally   sound.      The    general    con- 

imnation  of  the  railroads  and  wholesale  attacks  upon  their  revenues. 
si:ch  as  we  have  constantly  witnessed  for  the  past  few  years,  will 
no  longer  be  productive  of  good,  either  to  the  shippers  or  the  con- 
luming  public.  Both  retiuire  transportation— efficient  transportation— 
e  rates  charged  fur  transportation  must  be  such  as  to  enable 
the  railroads  to  furnish  it. 

sentlnceesraas°follor0^lem'  aS  *  S6e  '*'  °an  be  concisely  stated  in  three 
,o  1™  ,,^rtecllmte  transportation   facilities  to  move  the  commerce  of 
the  country  expeditiously  and  economically. 

inatory  rates1"*16  service  to  the  l)llblic  at  reasonable  and  non-discrlm- 
(3)    Adequate   revenues   for   railroads   to  enable  them   to   provide 
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Hi,     .MI,-,, nil,     luihiies   and    the  service  to  which   the  public 

II    is   n.-iini.il    that    shippers   should   want   low    rates,    l.ut    nhlDoer* 

slionld    iin.i.i    t., ml    th.-it    rates    which    do    not    \  I,  I fit-lent    revcniieM 

:.ie      111      the     elld      harmful      to      tllelll.         What      eoli.l  ,,,,.     M|,,'| 

i,..,    discriminator)    rates  must   nccessnril)   !»•  I, -ft   i,,  Hi,    ,1.  t,  i  nilii-iiln 
Intel-stale  Commerce  c niissl,    i,  the  l.odj   ...   ited  M   r,,, 

to    .•idlillllisli-r    the    act     to    lenillate    eon,     i 

It     is    ni>     Judmnent     thai     >mir    an  I    other    pulillcHtliiii.1    eould    not 

n   a   Beater  service   for  their  ',     -j-  is  than   t,,  attempt    t,, 
"      Intelligent     and     unprejudiced    pul    i,     opinion    t n    n,,.    railroad 


FEED  ASSOCIATION  CONSIDERS  RATES 


condemning  attempts  to  make  horizontal  de- 
scs  in  freight  rates  at  the  present  time  were  passed  by  the 
American  Feed  Manufacturers'  Association  at  Its  annual  meeting 
in  St.  Louis,  June  9  and  10.  The  members  of  the  association  took 
i  In-  position  that  the  inadequate  transportation  service  of  a 
year  ago  would  recur  unless  the  carriers  are  given  sufficient 
revenue  at  the  present  time  to  allow  them  to  build  up  proper- 
ties. The  resolution  is  as  follows: 

Whereas.  Tli,.  commercial  business  of  the  Cuitcd  Stales  Is  de- 
i>.  ii.l.  ni  lor  Us  maintenance  and  continued  development  upon  an 
adequate  transportation  service;  and, 

\Vhcrc.-is.  The  railroads  of  this  country,  following  (he  period  of 
war  service  .mil  government  operation,  are  sadly  in  need  of  inn-eased 
revenue  to  meet  necessary  current  expenses,  increased  equipment  ami 
rchalulit.-ition  and  development  of  other  facilities  in  line  with  the 
demands  ol  our  normal  business  requirements;  and, 

Wheiva-;.  A  year  a  BO  all  shippers  were  suffering  severely  from 
laek  ol  ear  supplj  and  inadequate  transportation  service  which  condi- 
tions will  certainly  recur  when  commercial  business  returns  to  a 
normal  state,  unless  in  the  meantime  during  this  present  period  of 
business  depression,  an  opportunity  is  Kiven  the  railroads  to  main- 
lain  the  necessarj  revenue  in  order  to  build  up  their  properties  to 
insure  to  shippers  an  adequate  service  under  a  normal  flow  of 
business:  (her.  fore,  be  it 

Resolved,  That  the  American  Feed  Manufacturers'  Association  in 
convention  assembled,  does  hereby  express  its  disapproval  of  anv 
general  or  horizontal  decrease  or  reduction  in  freight  rates  hellevlnk 
that  while  there  are  undoubtedly  many  commodities  on  which  the 
freight  rates  are  so  high  as  to  prevent  a  free  and  proper  movement 
at  present,  there  are  many  others  not  affected  by  the  present  level 
of  rates,  as  to  distribution,  sale  or  movement,  in  any  way  whatso- 
ever;  and.  lie  it  further 

Kesolved,  That  it  is  the  view  of  this  association  that  the  matter 
of  reduction  in  freight  rates  on  any  commodities,  or  in  any  cases 
.should  be  presented  in  a  proper  and  orderly  manner  to  the  railroads 
or  to  the  Interstate  Commerce  Commission,  and  such  cases  adjusted 
on  their  merits. 


WAGES  OF  RAIL  WORKERS  AND  OTHERS 

The  presentation  made  on  behalf  of  the  Nashville,  Chatta- 
nooga &  St.  Louis  Railway  by  Fitzgerald  Hall,  its  general  coun- 
sel, at  the  recent  hearings  on  wage  reductions  before  the  Labor 
Board,  contained  some  interesting  facts  as  to  wages  brought 
out  by  comparing  those  paid  to  railroad  workers  with  the  sal- 
aries of  various  highly  trained  men  holding  positions  of  trust. 

Some  of  the  most  striking  coomparisons  made  by  Mr.  Hall 
were  as  follows: 

"The  principal  of  the  high  school  at  Nashville,  the  educa- 
tional center  of  the  South,  receives  $250  per  month,  while  yard- 
masters  receive  $305. 

"High  school  teachers  at  Paducah,  Ky.,  receive  $125  per 
month;  at  Chattanooga,  $148;  at  Huntsville,  Ala.,  $125,  while 
blacksmiths  receive  $185.51  and  yard  switchmen  $188.56. 

"The  average  Presbyterian  preacher  in  the  South — and  the 
Presbyterians  pay  more  than  the  Methodists  or  Baptists — is 
paid  $1,600  per  annum — less  than  one-half  the  earnings  of  yard- 
masters  and  passenger  engineers;  $662.72  less  than  yard  switch- 
tenders. 

"Vanderbilt  University  pays  its  full  professors  $3,750  per 
annum;  the  University  of  Tennessee,  $2,684;  the  Georgia  School 
of  Technology,  $3,600,  while  the  conductor  on  the  Rome  branch 
18  miles  long,  receives  $5,735.88 — a  sum  greater  than  that  re- 
ceived by  the  judges  of  the  Supreme  Court  of  Tennessee. 

"The  negro  flagman  and  proter  on  one  of  our  branches 
receive  $146  more  per  annum  than  the  district  attorneys  of  the 
state  of  Tennessee. 

"The  engineer  on  the  Tullahoma  Accommodation  receives 
$4,371.92  per  annum,  being  $371.92  more  than  the  governor  of 
the  state  of  Tennessee." 

In  the  face  of  these  figures,  Mr.  Hall  asserted  that  "the 
claim  that  any  reduction  will  deprive  railroad  employes  of  a 
living  wage  of  enough  to  live  according  to  proper  American 
standards  is  refuted  by  facts." 

WORKING  AGREEMENT  DEVELOPMENTS 

While  there  has  been  no  official  announcement  at  the  Labor 
Board,  it  is  generally  understood  that  considerable  progress  is 
being  made  by  railroads  and  their  employes  in  negotiating  rules 
and  regulations  for  application  on  July  1,  as  ordered  in  the 
board's  decision.  No.  119  of  April  14.  A  considerable  number 
of  these  agreements  between  individual  roads  and  their  employes 
are  understood  to  be  already  in  the  board's  offices,  awaiting  their 
approval.  It  is  also  understood  that  there  are  a  number  of  In- 
stances in  which  no  agreements  were  readied  at  conferences  be- 
tween managements  and  employes,  in  which  instances  rules  and 
regulations  will  have  to  be  prescribed  by  the  board. 


A  number  of  <-axc.«  in  which  the  negotiations  hare  been  held 
up  will  I--  expedited  (>y  IhrM dftdsloni  handed  down  by  the  board 
MM    June    III.    hut    not    marta    public    nnill    June    14.      Thene   cases 
inviilveil    the    recognition    by    I  he    board    of    the   no-called    xyntern 
ii-dcniiion,   which   eonni:;ts  of  the  H!X   Hdop  craft*  affiliated   with 
the   American    K.  d,  -ration    of   Ijilw.r.      The   nyslem    federation    In 
-•-isti-d  that  il   wan  Its  right  to  negotiate  for  all  the  in. 
In  the  six  crafts  in  all  Hie  departments  of  any  one  road.    Three 
test  cases  were  brought   before  Hie  board  by  the  An., 
eratlon   of   Labor,   involving   the   Texas   A    Pacific   Hallway,   the 
Chicago  A   Eastern    Illinois  Railroad   and   the  Chicago,   Burling- 
ton A  Qulncy.     All   three   decisions  upheld   the   unions   i, 
contentions,    with   certain   reservations   regarding  special    rule-' 
which  may  be  necessary  to  cover  certain  specific  Instances.  These 
roads  and  a  number  of  others   with    whom   thin  question   was 
raised  will  now  resume  negotiations. 


CLASS  RATES  TO  NATCHEZ 

Thf   Trifle  World  Washington  Burton 

In  argument,  June  9,  on  the  commodity  rate  feature  of  the 
Natchez  case,  in  which  the  Commission  struck  down  class  rates 
prescribed  by  the  Louisiana  state  commissioners,  Wylie  M.  Bar- 
row, attorney  for  the  Louisiana  body,  suggested  to  the  Commis- 
sion that  it  has  not  the  power  to  extend,  for  an  indefinite  period, 
its  order,  entered  fn  the  class  rate  part  of  the  case  before  the 
Commission  was  given  the  power  to  make  Its  orders  run  "until 
otherwise  ordered."  By  limitation,  the  order  in  the  class  rate 
part  of  the  case  expired  on  June  2.  Before  that  day  arrived  the 
Commission  extended  the  order  "until  the  further  order  of  the 
Commission."  Thereby  it  directed  the  railroads  to  cease  enforc- 
ing rates  made  in  accordance  with  the  orders  of  the  Louisiana 
commission,  because  the  national  Commission  was  of  opinion 
such  rates  caused  unjust  discrimination  against  interstate  com- 
merce. 

Barrow  proceeded  with  his  argument  on  the  theory  that  the 
Commission  had  not  done  anything.  The  Commission  listened 
to  him,  although  the  effective  date  of  the  order  in  the  class  rate 
part  of  the  case  had  nothing  to  do  with  the  commodity  rate 
feature  of  the  case.  He  took  the  position  that,  inasmuch  as  the 
intrastate  rates,  now  in  effect,  and  established  by  order  of  the 
Louisiana  commission,  are  the  same  as  those  prescribed  by  the 
Interstate  Commerce  Commission  on  interstate  business,  there 
is  no  unjust  discrimination  against  interstate  commerce  and 
nothing  for  the  order  of  the  Commission  to  act  upon.  He  added 
that  the  Louisiana  commission  had  no  desire  or  intention  to 
make  any  rates  that  would  discriminate  against  interstate  com- 
merce. 

Charles  D.  Drayton,  for  the  carriers,  argued  the  matter  as  if 
it  were  a  case  in  which  a  naughty  child  had  been  given  rod  treat- 
ment and  was  now  asking  that  the  rod  be  thrown  away  because 
it  had  no  desire  or  intention  to  be  naughty  again.  He  wanted 
to  know  why,  if  the  state  commission  has  no  desire  to  prescribe 
rates  not  in  line  with  the  criteria  established  by  order  of  the 
federal  body,  there  was  such  an  outcry  against  the  issuance  of 
an  order  that  would  have  no  effect. 

Barrow  contended  that  when  the  rates  which  had  caused  the 
discrimination  against  interstate  commerce  were  removed,  the 
jurisdiction  of  the  federal  commission  over  intrastate  rates  was 
ousted. 

The  arguments  were  made  on  No.  8845,  Natchez  Chamber  of 
Commerce  vs.  Louisiana  &  Arkansas;  No.  8920,  same  vs.  Arkkan- 
sas  &  Louisiana  Midland  and  No.  9036,  same  vs.  same.  In  a  ten- 
tative report  on  the  commodity  feature  of  the  original  case.  No. 
8845,  Attorney-examiner  Disque  recommended  application  of  the 
Shreveport  scale  of  commodity  rates.  The  Commission  said  that 
that  was  all  right  except  as  to  hay,  grain  and  grain  products, 
brick  and  certain  other  commodities.  Then  the  original  case 
was  re-opened,  at  the  request  of  Louisiana,  and  Examiner  Knowl- 
ton  made  another  report  and  it  was  upon  that  feature  of  the 
case  that  the  discussion  was  supposed  to  take  place. 

In  a  broad  way  of  speaking.  Louisiana  wants  the  Shreveport 
commodity  scale  applied  from  Natchez.  Natchez  Is  opposed  to 
that  because  at  200  miles  the  rates  are  blanketed.  The  theory- 
is  that  the  rates  for  hauls  of  less  than  200  miles  gives  the  traffic 
momentum  enough  to  carryMt  to  any  greater  distance  its  owner 
may  desire  to  send  It,  at  the  rates  reasonable  for  200  miles. 

B.  P.  Martin,  for  the  Natchez  chamber  of  commerce,  pointed 
out  that  a  scale  of  that  kind  is  unjust  to  Natchez  because  the 
merchants  of  that  city  have  little  business  at  distances  greater 
than  200  miles;  that  New  Orleans,  under  such  a  scale  could  mar- 
ket in  north  Louisiana  at  rates  no  higher  than  Natchez  pays  be- 
cause the  blanket  adjustment  would  neutralize  the  disadvantage 
attaching  to  New  Orleans  by  reason  of  Its  greater  distance  from 
that  part  of  Louisiana.  He  suggested  an  extension  of  the  Shreve- 
port commodity  scale  at  least  to  distances  of  450  miles,  which 
is  the  distance  covered  by  the  class  rate  scale. 

Mr.  Drayton  argued  for  a  scale  higher  than  that  prescribed 
in  the  Shreveport  case  because,  as  he  said,  the  southwestern 
lines  are  in  need  of  greater  revenue  than  they  can  obtain  from 
the  Shreveport  scale,  even  when  business  is  fairly  brisk. 
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RAILROAD  ACCOUNTANTS  MEET 

W.  A.  Colston,  director  of  the  Bureau  of  Finance .of  the  In- 
terstate Commerce  Commission,  in  an  address  before  the  «ailway 
Amounting  Officers'  Association  at  Atlantic  City,  June  10,  sub- 
miUed  a  tentative  proposal  as  the  basis  for  fixing  the  maximum 
amounts  to  be  included  in  operating  expenses  for  maintenance 
inder  the  guaranty  for  the  six  months  following  federal  control. 
The  question  of  how  these  amounts  should  be  ascertained  1 
been  argued  at  length  before  the  Commission  and  was  referred 
to  before  the  Senate  interstate  commerce  committee  by  Samuel 
Rea,  president  of  the  Pennsylvania. 

Mr  Colston's  proposal  is  in  the  nature  of  a  tentative  report 
to  the  Commission  on  the  issue  involved.  It  has  the  approval 
of  the  Bureau  of  Finance,  but  has  not  been  passed  on  by  tne 
Commission.  Mr.  Colston  said  in  his  opinion  there  had  been 
too  much  discussion  "of  nice  distinctions  between  the  cost  or 
labor'  and  the  'price  of  labor,' "  and  that  the  thing  to  do  was  to 
put  aside  everything  that  had  been  taken  up  in  the  preliminary 
conferences  on  the  subject  and  base  the  settlements  on  the  plan 
provisions  of  the  law  and  the  Constitution.  He  said  he  did  not 
propose  "to  crucify  the  carriers  on  the  cross  of  inaction,'  and 
that  he  was  ready  to  confer  with  the  representatives  of  the  car- 
riers and  submit  proposals  to  the  Commission.  These  confer- 
ences were  begun  with  individual  carriers  this  week  by  him. 

Mr.  Colston's  proposed  basis  of  settlement  follows: 

1  In  fixing  the  maximum  amounts  to  be  Included  in  operating 
expenses  for  maintenance  under  the  guaranty  of  section  209  of  the 
transportation  act,  1920.  the  bureau  will,  .so  far  as  practicable  under 
the  accounting  test  established  in  the  proviso  of  section  5  of  the 
••standard  contract,"  flx  such  amounts  as  would  have  resulted  during 
the  guaranty  period  In  the  same  amount,  character  and  durability  or 
physical  reparation  as  was  applied  to  the  respective  carrier  properties 
during  an  average  six  months  of  the  test  period  of  three  years,  ending 
June  30.  1917  making  due  allowance  for  differences  in  the  amount  and 
use  of  the  properties  Involved. 

2.  In  making  adjustments  for  changes  In  cost  of  labor,  considera- 
tion will  be  given  to  all  changes  of  any  character  which  are  included 
in  the  labor  cost  of  material  in  place,  and  will  include  not  only  changes 
In  price  of  labor  per  payroll  hour  or  other  unit  paid  for,  but  also  the 
relation  of  time  paid  for  to  effective  time  of  work,  differences  in  the 
efficiency  and  cost  of  labor  due  to  changed  personnel,  and  any  other 
elements  affecting  the  aggregate  cost  of  labor,  necessary  to  effect  the 
standards  of  maintenance  observed  by  the  carriers  respectively  during 
the  test  period. 

3.  In  fixing  maximum  maintenance  charges  for  the  purposes  ot 
the  guaranty,  the  charges  representing  depreciation  and   retirements 
will  be  computed  upon  the  same  bases  for  the  guaranty  period  as  were 
used  in  the  test  period. 

4.  In  the  computation  of  railway  operating  income  or  any  deficit 
therein  for  the  guaranty  period,  for  the  purposes  of  section  209  of  the 
transportation  act,  1920,  the  provisions  of  paragraph  (3)  of  subdivision 
(f)   of  the  section  are  provisions  limiting  the  inclusion   in   guaranty 
computations  of  maintenance  expenses  actually  charged  or  chargeable 
on  the  carrier's  books  of  account  under  the  accounting  rules  of  the 
Commlglon   and    do  not   contemplate   any   increase   of   or   addition    to 
such  charges  for  the  purposes  of  the  guaranty  settlement. 

5.  While  adjustments  for  differences  in  the  amount  and  use  of  the 
properties  involved  are  not  merely  matters  of  accounting  to  be  settled 
by  the  application  of  fixed  and  unalterable  rules  that  may  be  followed 
by  accountants  or  statisticians,  and  many   adjustments  may  present 
serious  practical  questions  not  to  be  anticipated  by  any  rules  or  for- 
mulas,  nevertheless,   within   the   limits   required   by   a   practical   and 
substantial  settlement  of  these  matters,  certain  general  rules  may  be 
determined  by  men  who  have  had  actual  and  extensive  experience  in 
the  railroad  field.     Carriers  are  invited  to  appoint  representatives  to 
meet  with  a  committee  of  the  bureau  of  finance  to  consider  and  recom- 
mend fair  and  workable  formulas  for  the  determination  of  these  ques- 
tions, with  the  right  reserved  to  any  carrier  involved  in  a  determina- 
tion to  show  that  in  its  case  the  general  rule  would  be  inequitable. 

There  shall  first  be  ascertained  the  amount,  character  and  cost  of 
material  used  in  maintenance  during  an  average  six  months  of  the 
teat  period.  Tnat  material  will  be  equated  so  as  to  ascertain  what 
would  have  been  the  cost  of  said  material  during  the  test  period  in 
the  aggregate,  if  the  prices  had  been  those  current  during  the  guar- 
nty  period.  The  amount  thus  arrived  at  will  be  the  allowance  for 
material  to  the  carriers  during  the  guaranty  period.  The  carriers  will 
next  be  allowed  all  of  the  labor  and  other  expenses  incidental  to  such 
material  In  place.  In  a  case  where  the  material  actually  used  during 
le  guaranty  period  was  in  excess  of  the  material  thus  to  be  allowed 
for.  there  shall  he  allowed  for  labor  and  other  incidental  expenses, 
such  portion  of  the  aggregate  labor  and  Incidental  expense  during 
the  guaranty  period  as  the  material  allowed  for  during  the  guaranty 
period  shall  be  of  the  material  used  during  the  guaranty  period. 

The  application  of  these  principles  will  be  made  as  follows- 

Maintenance  of  way  and  structures:  There  shall  first  be 
deducted  from  the  total  charges  for  maintenance  of  way  and  struc- 
tures for  the  average  six  months  of  the  test  period  the  following 
elements: 

1.  Depreciation. 

2.  All  charges  for  retirements  based  upon  original  cost 

3.  Assessments  for  public  improvements. 

4.  Fire  losses. 

6.    Injuries  to  persons. 

6.  Insurance. 

7.  Possibly  joint  facilities  accounts. 

Inlng  expenditures  representing  the  material  and  labor 

rtunlly  expended I  and  d  rectly  chargeable  to  maintenance  of  way  and 

JS  }£"*•  8.n".u  **  d.lvid?d  "°  M  to  ascertaln  the  amount  of  material 

and  the  coat  thereof  utilized  during  the  average  six   months  of  the 

n*'.^^-    ,5Uch    cost   8ha"    be   e*"ated    at   guaranty   period    pricel 

to  ascertain  the  amount  for  material  allowable  during  the   cuarVntv 

Period.     In  addition  to  the  allowance  for  material  thus  obtafned    the 

carriers  will   be  allowed   the   actual   cost  of  labor  or  other  expense! 

incident   to   putting   such    materials    In   place.     In    ascertain/  "uoh 

urhra^7,.Bl  T?nCfi,  for  lthor  a?d  othcr  expenses  Incident  to  |utUng 

h    matt-rial   In   place   the   maintenance   of  way   and   structures   ex? 

cWur<-«  for  the  guaranty  period  shall  be  similarly  segregated  after 

eliminating  those  elements  Indicated  above. 

tn  hTh^.J1>Innl!llnfr  expenditures  representing  labor  and  material  are 

separated  as  between  the  two  elements  and  the  ratio  between 

two  shall  determine   the  allowance   for  labor  In  connection   with 

nee  for  material  as  ahove  stated.     For  instance,  i the  Test 

d  material  cost  equated   at  guaranty  prices  Is  $100  000  and   the 


total  inhor  cost  was  twice  the  total  material  cost  during  the  guaranty 
npHnd  the  labOT  Allowance  for  the  guaranty  period  will  be  $200,000. 
ToThe  items  of  labor  andCematerial  thus  allowed  there  shall  be  added 
and  allowed  the  test  period  items  1  to  6.  above  mentioned  and  the 
whole  shal I  be  adjusted  as  may  be  necessary  for  additional  amount 
of  property  used  and  for  any  increased  or  decreased  usage  of  prop- 
erty as  a  whole.  In  cases  where  the  actual  material  and  labor  utilized 
during  the  guaranty  period  was  in  excess  of  the  amount  thus  allowed, 
the  eLess  will  be  disallowed.  In  order  that  the  Commission  may  be 
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(b)  Maintenance  of  equipment.  The  same  procedure  as  applied 
to  maintenance  of  way  and  structures  will  apply  to  maintenance  of 
equipment,  except  that  separate  ascertainments  will  be  made  as  to 
labor  and  material  for  the  following  elements: 

1.  Steam  locomotives. 

2.  Other  locomotives. 

3.  Freight  train  cars. 

4.  Passenger  train  cars. 

5.  Work  equipment. 

6.  Floating  equipment. 

7      Miscellaneous  equipment,   or  such  combination  of  the  ele- 
ments that  may  be  necessary  in  making  said  ascertainment. 
Superintendence  will  be  apportioned  between  the  elements  1  to  7 
on  the  basis  that  the  labor  in  each  element  bears  to  the  total  thereof. 

Commissioner  Meyer,  in  an  address  before  the  association, 
discussed  accounting  and  statistical  requirements,  and  touched 
on  their  relation  to  rate  changes. 

"New  accounts  have  been  set  up  and  old  ones  modified  to 
meet  new  requirements  of  law  and  of  practical  operation,"  said 
Mr.  Meyer.  "What  shall  be  done  or  required  is  often  a  difficult 
question.  Everybody  inclines  to  adhere  to  that  to  which  he  has 
become  accustomed.  Changes  are  not  always  welcome.  The 
decisive  test  whether  or  not  to  make  a  change  lies  in  the  public 
interest  connected  with  it.  The  decision,  however,  can  not  be 
made  solely  from  the  standpoint  of  the  apparent  public  interest, 
because  there  are  a  good  many  things  which  public  interest  in  a 
certain  sense  might  seem  to  require  but  which  do  not  promise 
sufficient  public  and  private  benefit  to  warrant  the  expenditure  of 
the  sums  necessary  to  put  the  proposed  changes  into  operation. 
To  a  large  extent  public  and  private  benefit  from  improved  ac- 
counts and  statistics  coincide. 

"'Where  the  public  interest  is  clearly  controlling  even  the 
absence  of  private-benefit  in  the  narrower  sense  of  the  word 
may  not  stand  in  the  way  of  doing  that  which  the  larger  public 
interest  requires.  There  are  many  interesting  things  which 
accounts  and  the  statistics  based  thereon  could  readily  furnish; 
but  interest  alone  is  not  an  adequate  test.  There  must  exist  a 
dominant  public  consideration  for  the  requirement.  From  my 
official  standpoint,  changes  in  accounting  and  statistical  require- 
ments find  their  justification  in  the  necessties  of  the  proper 
administration  of  the  laws  with  the  execution  of  which  the  In- 
terstate Commerce  Commission  has  been  charged  by  Congress. 

"We  have  sometimes  been  requested  to  require  the  compila? 
tion  of  statistics  thought  to  be  useful  to  cities  and  other  political 
units  in  government,  as  well  as  private  commercial  bodies.  It 
may  be  that  in  the  future  request  for  this  class  of  information 
will  be  more  numerous  than  they  have  been  in  the  past.  The 
war  has  taught  us  the  value  of  much  information  regarding  our 
national  life  which  hitherto  has  received  little  or  no  attention. 
Personally,  I  should  not  feel  justified  in  extending  accounting 
and  statistical  requirements  of  railroads  into  such  fields  until 
Congress  has  specifically  authorized  us  to  do  so.  In  other  words, 
it  does  not  seem  to  me  that  the  power  and  authority  of  the 
Interstate  Commerce  Commission  should  be  used  for  purposes 
entirely  outside  of  the  scope  of  its  work  as  prescribed  by  law,  no 
matter  how  worthy  and  desirable,  until  Congress  has  told  us  in 
terms  to  do  so.  I  assume  that  if  the  public  welfare  requires  in- 
formation which  only  the  railroads  can  furnish,  but  which  is  not 
necessary  for  the  administration  of  the  interstate  commerce  act, 
the  people  of  the  United  States  will  make  their  wishes  known 
through  Congress  in  the  form  of  a  law  which  will  definitely  set 
forth  what  is  wanted  by  the  people  and  what  we  shall  in  turn 
require  of  the  railroads  in  this  regard. 

"An  objection  that  has  frequently  been  raised  against  the 
making  of  changes  in  railroad  accounts  and  statistics  is  that 
comparability  will  be  destroyed.  Comparability  has  been  de- 
stroyed or  made  more  difficult  as  a  result  of  certain  changes 
which  have  heretofore  been  made  in  the  form  of  accounts  and 
statistics,  and  in  the  period  of  time  for  which  they  are  made. 
This  is  a  loss  which  could  not  be  avoided.  Comparability  is  not 
an  end  in  itself.  Public  necessity  is.  Comparability  should  be 
preserved  to  the  fullest  extent  possible,  but  the  mere  fact  that 
proposed  changes  will  make  comparability  more  difficult  or  im- 
possible should  not  weigh  heavily  against  changes  which  public 
interest  and  efficient  company  management  may  require. 

"Public  interest  dominated  the  original  formulation  and  sub- 
sequent elaboration  of  the  uniform  system  of  accounts.  The 
principles  which  these  accounts  exemplify  will  in  all  probability 
be  incorporated  in  the  accounts  which  may  be  required  in  the 
near  future  by  statute  of  what  are  now  essentially  unregulated 
private  industries.  The  same  considerations  which  gave  rise  to 
public  regulation  of  railroads  will  usher  in  an  epoch  of  public 
regulation  of  hitherto  essentially  private  industries  in  certain  of 
the  respects  in  which  private  industry  has  not  heretofore  been 
regulated.  I  do  not  expect  this  development  of  public  regula- 
tion to  cover  the  entire  field  of  industry  at  once.  It  will  prob- 
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ably  begin  with  relatively  few  large  basal  Industries,  In  which 
ihi'  public  element  has  become  dominant  and  the  names  of  which 
lie  in  everybody's  mind  who  has  had  to  deal  with  railroads  dur- 
ing the  last  decade.  I  believe  when  that  time  comes  It  will  be 
101111,1  Hint  ill*-  work  you  have  done  and  the  experience  which  you 
have  accumulated  will  provide  a  foundation  and  a  guide  In  the 
initial  steps  of  control  of  price  of  the  products  In  question.  The 
consolidation  authorized  by  the  transportation  act  may  promote 
this  movement. 

"When  the  time  comes  that  general  reductions  In  rates  may 
be  seriously  considered,  one  question  which  will  again  present 
iisi •!!'.  and  which  demands  an  intelligent  answer.  Is  whether  such 
reductions  as  may  be  warranted  shall  be  made  horizontally,  cov- 
ering all  traffic,  or  whether  certain  commodities  or  classes  of 
traffic  shall  take  precedence  over  others  In  the  downward  trend. 
When  we  were  considering  the  rate  Increases  of  1920  In  Ex 
Parte  74  this  question  was  presented  to  us.  During  the  earlier 
stages  of  that  proceeding  it  had  been  suggested  that  passenger 
fares,  for  instance,  should  not  be  increased  at  all,  and  that  the 
entire  burden  of  providing  the  increased  revenues  should  fall 
upon  the  freight  business.  That  was  before  the  wage  awards  of 
the  summer  of  1920  had  been  announced.  Such  figures  as  were 
then  available  indicated  that  the  passenger  traffic  was  at  that 
time  yielding  a  somewhat  higher  rate  of  return  than  the  freight 
traffic.  On  that  state  of  fact  I  should  have  opposed  any  Increase 
in  passenger  fares.  Until  Congress  directs  otherwise  I  shall  be 
unwilling  through  my  official  acts  to  cause  passengers  to  travel 
substantially  at  the  expense  of  those  who  ship  freight,  or  freight 
transported  at  the  expense  of  people  who  travel.  Within  prac- 
tical limits  each  branch  of  the  business  should  carry  its  fair 
share  of  the  total  burden. 

"Those  of  you  who  were  members  of  the  Joint  committees 
of  1907  will  remember  that  at  that  time  I  tried  in  every  way 
possible  to  incorporate  into  the  then  proposed  uniform  accounts 
the  basis  for  this  fundamental  principle.  Happily,  we  shall  soon 
be  in  a  position  where  basic  data  will  be  available;  in  fact,  to  a 
limited  extent  they  are  now  available,  which  will  enable  those 
charged  with  that  responsibility  to  say  within  practicable  limits 
what  the  rates  of  return  on  the  passenger  and  freight  services 
respectively  are  and  should  be. 

It  is  not  for  any  one  except  the  individual  citizen  to  say  who 
shall  and  who  shall  not  travel;  and  yet  the  contrary  would  re- 
sult were  some  of  the  views  suggested  in  the  record  In  Ex  Parte 
74  to  prevail.  Some  seemed  to  think  that  no  travel  except  their 
own  was  really  necessary.  The  encouragement  or  discourage- 
ment of  traveling  is  a  matter  of  public  policy  respecting  which 
Congress  has  not  specifically  legislated,  except  to  a  limited  ex- 
tent, and  within  the  scope  of  such  legislative  action  we  must 
perform  our  duties.  In  the  performance  of  these  duties  the  ac- 
counts relating  to  the  separation  of  expenses  between  the  dif- 
ferent branches  of  the  business  are  indispensable,  as  they  are 
likewise  fundamental,  for  a  more  detailed  development  of  what 
is  generally  discussed  under  the  caption  of  cost  accounting  and 
efficiency. 

"In  the  administration  of  section  210  of  the  transportation 
act,  which  provides  the  so-called  revolving  loan  fund  of  three 
hundred  millions  of  dollars,  we  have  given  much  consideration  to 
the  earning  capacity  and  probable  earnings  of  the  applicant  car- 
riers. One  of  the  findings  which  we  are  required  to  make  as  a 
prerequisite  for  the  making  of  a  loan  is  that  the  applicant  has 
furnished  reasonable  assurance  of  its  ability  to  repay  the  loan 
within  the  time  fixed  therefor.  In  making  up  statements  or  prob- 
able earnings,  the  temptation  may  present  itself  to  overstate  past 
earnings  and  estimates  of  future  earnings,  and  the  more  doubtful 
the  case  the  greater  perhaps  the  temptation.  On  the  other  hand, 
when  increases  in  rates  are  asked  for,  a  temptation  in  the  op- 
posite direction  to  overstate  expenses  and  underestimate  the 
revenues  may  be  met.  Accounts  covering  the  guaranty  period 
present  their  own  inherent  difficulties  and  invitations  to  be  adapt- 
able and  elastic  in  the  interpretation  of  rules  and  regulations  are 
not  wanting.  Situations  of  this  kind  subject  accountants  and 
statisticians  to  the  severest  professional  test.  The  strictest  con- 
formity to  established  accounting  rules  and  regulations  must 
be  insisted  upon  as  a  matter  of  public  right,  professional,  ethics 
and  personal  honor  and  self  respect." 

Commissioner  Meyer  went  Into  considerable  detail  pointing 
out  "acounting  shortcomings"  on  the  behalf  of  the  railroads  In 
complying  with  the  requirements  of  the  Commission. 

"I  have  purposely  refrained  from  commenting  upon  the  many 
other  problems  that  crowd  in  endless  procession  through  our  of- 
fices," said  he  in  conclusion.  "For  decades  men  have  discussed  the 
'railroad  problem.'  There  have  been  times  when  there  was  Just 
a  railroad  problem,  sometimes  national  and  sometimes  local.  The 
war  has  developed  a  great  bundle  of  momentous  situations  asso- 
ciated with  railroads,  national  in  scope,  which  only  the  best  and 
united  efforts  of  the  entire  nation  can  clear  up." 

A  resolution  was  adopted  by  the  association  directing  the  ac- 
counting officers  of  the  railroads  to  estimate  how  much  money 
could  be  saved  by  adoption  of  interline 'or  through  waybllling  of 
freight  from  point  of  origin  to  destination  and  to  put  the  matter 
up  to  the  traffic  officers  and  railway  executives.  The  association 
has  for  years  urged  through  waybilling  of  freight  from  point  of 


origin  to  destination,  whertver  It  w«n  practicable  to  adequately 
perform  tho  accounting.  The  association  contend*  that  adoption 
or  that  method  will  lc.MH.-n  the  llm<>  required  for  the  transporta- 
tion of  freight,  will  be  helpful  In  the  operation  of  Junction  agen- 
cies, will  reduce  the  number  of  overcharge  claims  and  facilitate 
the  Investigation  of  loan  and  damage,  aa  well  as  orercbane 
claims. 

Experience  has  demonstrated,  however,  the  association 
points  out,  that  without  Joint  through  rates  and  simplified  divi- 
sion bases,  the  accounting  cost  and  the  accounting  difficulties  In 
connection  with  Interline  waybilling  become  disproportionate  to 
the  benefits,  and  that  this  emphasizes  the  practical  necessity  of 
obtaining  the  promulgation  of  Joint  through  rates  and  the  pro- 
duction of  proper  percentage  bases  for  dividing  the  revenue 
among  the  Interested  carriers. 


VALUATION  OF  CARRIER  LANDS 

Tki   Traffic   World   Wukixglo*  Burn* 

The  valuation  section  of  the  Interstate  commerce  act  should 
not  be  amended  to  relieve  the  Commission  of  ascertaining  and 
reporting  the  cost  of  reproduction  of  carrier  lands  used  for  com- 
mon carrier  purposes,  because  If  the  final  values  fixed  under 
the  law  so  amended  were  contested  in  the  courts  and  the  posi- 
tion of  the  carriers  on  the  Issue  Involved  sustained,  the  Com- 
mission would  then  have  to  revise  its  valuation  reports  accord- 
ingly, according  to  testimony  by  W.  O.  Brantley  and  8.  W. 
Moore,  appearing  for  the  railroads,  before  the  Senate  Interstate 
commerce  committee,  June  10. 

Mr.  Brantley  said  if  the  bill  providing  for  the  amendment 
were  passed,  the  present  value  of  carrier  lands  would  be  the 
acreage  value  of  adjoining  lands  and  that  the  only  practical 
result  would  be  to  delay  the  valuation  proceedings.  He  said 
he  thought  it  best  to  let  the  Commission  go  on  ascertaining  and 
reporting  the  reproduction  cost  and  that  then  the  information 
would  be  available  for  submission  to  the  courts.  He  said  he 
did  not  think  the  Commission  was  giving  any  consideration  to 
that  cost  in  determining  final  value  of  carrier  property,  but  that 
it  was  better  to  do  it  that  way  than  to  have  no  estimate  what- 
ever on  that  cost.  He  contended  there  was  no  way  to  value 
a  100-foot  strip  of  right-of-way  except  to  consider  what  it  would 
cost  to  acquire  it  now. 

Mr.  Moore  urged  that  the  Commission  be  permitted  to  com- 
plete the  valuations  along  the  line  now  being  followed  in  accord 
with  the  Kansas  City  Southern  mandamus  decision  of  the  U.  S. 
Supreme  Court.  Then  the  question  of  whether  the  Commission 
had  given  proper  consideration  to  the  cost  of  reproduction,  he 
said,  could  be  taken  to  the  courts,  and  the  railroads  could  con- 
tend that  the  Commission  must  consider  that  element  of  value 
and  Mr.  Benton,  for  the  state  commissions,  and  others,  could 
argue  that  the  Commission  should  ignore  it. 

P.  J.  Farrell,  chief  counsel  for  the  Commission,  with  con- 
siderable emphasis,  said  the  law  as  it  stands  required  the  use 
of  a  great  amount  of  time  and  the  expenditure  of  great  sums 
of  money  and  that  the  results  obtained  were  not  worth  any- 
thing in  determining  final  value.  He  contended  that  the  law 
required  a  "speculative"  estimate  based  on  nothing  but  guesses. 
As  to  the  contention  that  the  courts  might  later  require  the 
Commission  to  find  the  cost  of  reproduction  of  carrier  lands,  he 
said  the  Commission  could  guess  then  just  as  well  as  it  could 
now.  He  declared  the  Commission  was  at  the  mercy  of  the 
representatives  of  the  carriers  in  the  matter  because,  unless 
the  government  estimate  was  something  near  what  the  carriers 
thought  it  should  be,  the  carriers  would  threaten  to  make  a 
valuation  on  their  lands  parcel  by  parcel,  which  would  mean  in 
effect  that  the  valuation  work  would  never  be  completed.  He 
reiterated  his  belief  that  the  law  required  the  Commission  to 
make  a  report  based  on  impossible  assumptions. 

Mr.  Benton,  for  the  state  commissions,  appeared  before  the 
committee  June  11  and  submitted  argument  similar  to  that  made 
by  Mr.  Farrell.  The  committee  probably  will  make  a  report 
on  the  bill  shortly. 

During  the  hearing  on  the  proposed  amendment.  June  11, 
it  developed  that  the  subcommittee,  composed  of  Senators  Cum- 
mins, LaFolIette  and  Pomerene,  to  which  the  valuation  bill  was 
referred,  had  made  a  report  to  the  full  committee  recommending 
that  the  bill  be  reported  favorably.  Mr.  Benton.  referring  to 
the  subcommittee's  report,  pointed  out  that  It  had  stated  tbat 
if  the  law  were  amended  aa  proposed.  It  would  still  require  the 
Commission  to  ascertain  and  report  the  present  value  of  railroad 
lands,  and  that  In  ascertaining  that  value  it  could  use  all  lawful 
methods  and  Include  all  proper  elements.  Yet.  he  said,  counsel 
for  the  carriers  were  opposing  the  amendment  notwithstanding 
that  they  asserted  all  they  desired  was  the  present  value  of 
their  lands. 

Mr.  Benton  further  contended  that  If  the  law  were  not 
amended  as  proposed  railroad  values  would  be  swelled  Im- 
mensely. 

"It  is  entirely  misleading  for  the  gentlemen  representing 
the  carriers  to  argue,  as  they  do,  that  the  presence  of  those 
words  in  the  statute  can  do  no  harm — that  the  Commission  can 
disregard  the  so-called  estimate  if  it  pleases,"  said  Mr.  Benton. 
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«»«r  «  nf  heet  siiear  nroducers  in  Utah,  Colorado,  Idaho  and  other 

"That  argument  appears  to  ^ve  impressed  one  senator  yeste  -      \^^^j^:is^  io  have  their  rates  reduced  pro  rata 

.,  _„.  i o«,a  hi™  when  he  considers  m^  thg  rateg  from  tfae  Pacific  coast  to  the  east.    They  have  no 

objection  to  reductions  but  suggest  that  the  area  of  application 
from  points  of  origin  should  be  widened. 

The  eastern  refiners  asked  for  a   re-opening  of  fourth   sec- 
tion order   No.   4136   and   for   a   reconsideration   of   fourth    sec- 


"That  argumen    appear 

day.    It  will  not  impress  him  when  he  considers  it  am  mem 
This  Is  a  question  of  evidence  the  Commission  is  to  consu 
the  fixing  of  final  rate  value  of  these  prope    es 

-The  Commission  is  a  jury.    Is  there  any 
half  a  dozen  cases  who  does  not  know  that 


ever  triea 


with 


" 


. 
dence  before  a  jury  which  doubles  the  estimate  odam^es  wi  application    No.    8835.   so   that    the    Commission,    in    effect 

out  prejudicing  the  result?      And  the   Commission  ;    flndmS  °r      would  <£  conrjucting  a  nation-wide  inquiry  into  the  question  of 
value  is  not  final.     Within  a  year  the  Supreme  Court  nas 
that  value  cannot  be  fixed  finally  for  rate  purposes  except  by  tl 
courts.  .„  h 

"So  the  values  the  Commission  is  now  fixm 
come  up  from  time  to  time,  to  be  reviewed  in  the  1        r 


rk  refinerSi  in  their  protests,  suggested  that  the 
claim  of  the  Pacific  coast  refiners  that  the  latter  had  surplus 
products  to  dispose  of,  was  true  in  even  greater  degree  with 
i  themselves.  They  said  that  the  eastern  refiners, 

» 


come  up    rom  ,  emseves. 

courts.  Is  there  any  lawyer  who  believes  that  th!S  estimate  will  Ibe  »  h     maximum  Of  efficiency,  produce  1.001,246  tons 

harmless  to  the  public  interest  if  the  law  stands  as  it  is  now        ^       ereflned  sugar  than 


armess    o  rene     sugar  can  te  consumed  by  the  46,000,000 

It  will  stand  before  the  court  as  an  estimate  command  Q        jn  the  territory  naturally  tributary  to  the  Atlantic  coast 

gregs  to  be  made,  made  lawful  evidence  by  act  of  (  refiners.    They  said  that  the  Pacific  coast  refiners,  at  their  maxi- 

statute  confirmed  by  a  judgment  of  the  highe  mum  of  efficient  production,  refined  only  127,640  tons  more  than 

aissioi  ^  ^  consumed  in  the  territory  naturally  tributary  to  the 
pacific  coagt  reflnerg.  in  the  territory  of  the  Savannah  refiner, 
the  ]ocal  demand  is  274,304  tons  greater  than  the  production.  In 


statute  conr 

flrmities   of   the   estimate,   so    well   known   to    the    U      aissioi 

i  which  stands  before  Congress  asking  Congres  ve  »  J™iu 

poisoning  its  work  with  this  conjectural,  misleae 

than  worthless  estimate)  will  be  unknown  to  t  irt 


thg  Sugarland   (Tex.}   territory  the  local  demand  is  389,000  tons 


wr  g     ugaran          ex.        r  , 

'The  words  in  the  valuation  act  which  this  ereater  than  the  local  production  and  in  the  New  Orleans  terri- 

*.-  __  i  .  rt     ,  .,  i  ,1  ,  ,i_-     tiTl-ii/»  n     t  no     T*fl  l  ll*Ofl.fiS     DG~          es*     wvw  ..—  „—«.  ii  ___        j.i  __      i  ___  i 
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move  operate  In  effect  to  create  values  which  the  railroads  b 
fore  did  not  possess."  , 

Explaining  why  the  state  commissions  had  intervened  m  ti 

hearing,  Mr.  Benton  said: 

•These  state  commissions  are  public  officials.     They  have  a 


tory   the   local   demand   is   445,373   tons   greater   than   the   local 
supply. 

"In  the  mad  rush  for  reduced  rates  on  the  part  of  the  ship- 
ping public,  encouraged  by  many  in  high  places,"  said  Mr.  LaRoe 
in  his  protest,  "there  may  be  a  tendency  to  place  the  regular 


,  ,.  >  i  ,1      iw  lllJliHUl  ULCoL.  L11C1  TT      j-i-ict,  j       i^v,      *v       ^v-iiviv.^^^        , 

sober  sense  of  public  responsibility.     The  question  mvolv  gt          Qf  approval  upon  anything  that  is  in  the  nature  of  a  re- 

*ui»  km  ^^.0.0  ««f  ofpoot  thoir  inrisdirtion.  emoluments  or  powers.        •»___,.„      mi.:_  _;*..        „  ?„  *•,...,,,.!,,   «ri+vi  ^v+mmt*  Hono-ai*     iTnioce 


this  bill  does  not  affect  their  jurisdiction,  emoluments  or  Powers 
Their  sole  purpose  in  appearing  here  is  to  perform  their  official 
duty  as  they  see  it,  and  to  do  what  they  can  to  secure  the  per- 
formance of  this  great  work  on  principles  conforming  to  law  and 

1  M  >  1  i  I    t  ' 

"The  reason  these  men  support  this  bill  is  that  they  recog- 
nize what  has  been  so  forcibly  stated  by  the  sub-committee. 
quote  from  its  report: 

It  wo\ild  be  outrageously  unjust  to  find  a  value  largely  contributed 
hv  the  existence  of  the  railroad  and  then  multiply  that  value  by  Z.S 
oi-  4.  because  a  right  of  way  strip  would  cost  more  per  acre  than  the 
adjacent  farm  is  worth  per  acre. 

"Yet  this  is  exactly  what  the  Commission  is  obliged  to  do, 
and  is  doing.  I  quote  from  the  Commission's  own  statement: 

In  meeting  the  requirement  of  paragraph  entitled  second  of  section 
13  (a)  of  the  Interstate  Commerce  Act  to  report-  the  present  cost  of 
condemnation  and  damages  or  of  purchase  in  excess  of  present  value 
we  attempt  to  show  what  the  expense  to  a  carrier  would  be  of  acquir- 
ing Its  common-carrier  lands  upon  the  date  of  valuation,  on  Mie 
assumption  that  It  did  not  possess  those  lands,  but  was  obliged  to 
obtain  them  through  purchase  or  condemnation,  at  the  value  of 
similar  lands  In  the  vicinity,  on  that  date. 

"The  Commission  does,  therefore,  under  the  law  as  it  stands, 
find  value  which  the  existence  of  the  railroad  largely  contributes 
to.  and  then  multiples  that  value.  An  'outrageously  unjust'  valu- 
ation. or  one  that  is  in  any  degree  affected  by  proceedings  of  that 
character,  will  not  help  settle  the  railroad  question." 

SUGAR  RATE  ADJUSTMENT 

The  Traffic  World  Washington  Bureau 

An  informal  confrence  on  the  nation's  sugar  rate  adjustment 
was  called  by  the  Commission,  June  14,  to  be  held  before  the 
members  of  its  Suspension  Board  on  June  16.  This  was  called 
on  account  of  the  volume  of  protests  that  have  been  made  against 
supplement  No.  5  to  Countiss'  I.  C.  C.  No.  1087,  making  material 
reductions  on  sugar  from  California  coast  points  to  defined  terri- 
tories as  far  east  as  Chicago  rate  points. 

Protests  were  filed  by  every  refiner  on  the  Atlantic  and  gulf 
coasts  on  the  theory  that  the  reduction  in  railroad  rates  pro- 
posed by  Countiss,  when  added  to  the  advantages  given  to  Pacific 
coast  refiners  by  the  recently  enacted  emergency  customs  tariff 
law,  would  give  the  Pacific  coast  refiners  a  grossly  unjust  ad- 
vantage over  all  their  competitors.  In  a  protest  filed  by  Wilbur 
LaRoe,  Jr.,  on  behalf  of  the  Federal  Refining  Co.,  the  Warner 
Sugar  Co.,  and  Arbuckle  Bros.,  the  protestants  said  that  the 
Countiss  supplement,  if  permitted  to  become  effective,  would 
do  a  "palpable  injustice  to  eastern  refiners."  They  contended 
that  the  Pacific  coast  refiners,  notwithstanding  a  railroad  rate 
disadvantage  of  29.5  cents  at  Missouri  River  and  33.5  cents  at 
Chicago,  substantially  control  the  Missouri  River  market  and 
sell  a  large  tonnage  In  the  Chicago  market. 

This  reduction  in  rates,  the  section  of  eastern  refiners  before 
mentioned  contended,  would  simply  enhance  the  ability  of  the 
Pacific  refiner  to  extend  his  market. 

Eastern  lines,  represented  by  R.  N.  Collyer,  objected  to  the 

Countiss  supplement  and  made  general  arguments  against  such 

reductions  in  rates.     Recently  the  eastern  lines  were  before  the 

:ommisslon's  Suspension  Board  advocating  a  reduction  in  rates 

raw  sugars  from  Atlantic  ports  to  Marine  City,  Mich.     Pro- 

made  by   Edgar   Moulton   of  the   New   Orleans 

.  M.  Ripley  and  J.  P.  Abbott  for  the 

g  sugar  refining  companies.     C.  E.  Bell 

nnp.il  i     ,£C  «Tre  SUgar  C°; 
1  angle  in  the  fight  was  presented  when  represents 


duction.  This  situation  is  fraught  with  extreme  danger.  Unless 
rates  are  fairly  and  reasonably  reduced,  with  due  regard  to  com- 
petition, the  resulting  discrimination  will  be  very  great.  The 
reduction  here  proposed  bears  every  mark  of  unfairness.  It  is 
distinctly  a  piecemeal  reduction.  It  is  distinctly  a  preferential 
reduction,  made  solely  in  the  interests  of  only  one  group  of  re- 
finers, and  made  in  the  interest  of  the  only  refiners  who  are 
able  to  escape  the  heavy  import  duty  recently  established  by 
Congress." 

The  sugar  rate  adjustments  must  be  treated  as  a  related 
whole.  Any  attempt  to  deal  with  one  part  of  the  national  rate 
structure,  without  considering  at  the  same  time  all  other  parts 
of  the  same  structure,  is  bound  to  result  in  the  greatest  in- 
justice. The  Commission,  whose  jurisdiction  is  national,  should 
not  countenance  a  purely  sectional  change  in  a  national  rate 
structure;  at  least  not  until  the  matter  has  been  carefully  in- 
vestigated in  the  manner  provided  by  law." 

At  the  transcontinental  sugar  rate  conference  on  June  16, 
Wilbur  LaRoe,  Jr.,  went  into  the  subject  at  considerable  length 
in  favor  of  his  proposition  that  the  Commission  should  not  under- 
take to  deal  with  the  matter  piecemeal.  He  said  he  knew  that 
the  Suspension  Board  had  not  power  to  deal  with  that  proposi- 
tion, but  he  desired  to  place  it  before  the  Commission  because 
now  is  a  good  time  to  call  its  attention  to  the  widespread  char- 
acter of  the  readjustment  that  would  have  to  follow  the  estab- 
lishment of  the  rates  proposed  by  the  transcontinental  lines. 

P.  M.  Ripley  and  J.  P.  Abbott  for  the  American  and  Frank- 
lin companies  and  Carl  Giessow  for  the  New  Orleans  interests 
devoted  their  attention  to  the  fourth  section  violations  proposed 
in  the  tariffs,  reserving  views  on  other  phases  of  the  subject  for 
other  proceedings  that,  it  is  morally  certain,  will  follow. 

Paul  P.  Hastins,  for  the  transcontinental  lines,  said  they 
were  doing  no  more  than  carrying  out  the  promise  Mr.  Chambers 
made  in  ExParte  74,  to  readjust  and  restore  as  nearly  as  might 
be  the  relationships  on  sugar  and  other  commodities,  that  would 
be  broken  in  the  event  the  Commission  did  what  they  were  ask- 
ing. Sugar  is  their  heavy  and  desirable  traffic  and  he  said  the 
Commission  had  expressed  the  opinion  that  California  sugar 
could  not  pay  more  than  25  cents  more  at  Chicago  than  New 
Orleans  and  that  the  tariffs  in  question  observe  that  limit. 

R.  N.  Collyer  and  M.  B.  Pierce,  for  the  eastern  lines,  opposed 
any  reductions  on  the  ground  that  the  eastern  lines  cannot  afford 
any  reduction  in  revenue.  They  said  that  if  the  Commission  al- 
lows the  reductions  the  eastern  lines  will  have  to  follow  suit. 

Sidney  Ballou  and  George  J.  Tennison,  for  Hawaiian  and  Cal- 
ifornia sugar  men,  took  the  position  that  the  proposed  rates  will 
do  no  more  than  put  them  into  Chicago  on  the  basis  the  Commis- 
sion said  would  be  just,  in  prior  decisions  on  the  same  subject. 

Those  attending  the  conference,  other  than  those  mentioned, 
were:  C.  J.  Rixey,  for  the  southern  lines  generally;  A.  P.  Hum- 
burg,  for  the  Illinois  Central;  James  F.  Harahan,  for  the  Warner 
Sugar  Co.;  J.  L.  Carling.  Arbuckle  Bros.;  J.  H.  Waten,  for  the 
Federal  Sugar  Co.,  and  Charles  E.  Bell,  for  the  Revere  Sugar  Co. 


C.  R.  R.  OF  S.  C.  BONDS 

The  Central  Railroad  Company  of  South  Carolina  has  applied 
to  the  Commission  for  authority  to  issue  $300,000  of  its  serial  6  per 
cent  refunding  bonds  and  to  secure  the  same  by  mortgage  or 
deed  of  trust  to  the  Bankers  Trust  Company  of  New  York.  The 
bonds  wil1  be  used  to  refund  an  equal  amount  of  the  company's 
first  mortgage  6  per  cent  gold  bonds  due  July  1. 
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THE  CUMMINS  INVESTIGATION 

The   Traffic  World   Washington  litiriau 

The  indications  arc  dial  tin-  investigation  of  the  i.iilrniid 
-  iiiun  by  the  Senate  Interstate  coiiiiuerce  committee  will  con- 
tinue wll  into  July.  Kepreesntatives  of  the  National  Axsocla- 
timi  <>!'  owners  of  Railroad  Securtles,  headed  by  S.  I)avies  War- 
lield,  will  appear  after  the  railroads  have  concluded.  Then  rep- 
resent a  lives  ol'  shippers  who  wish  to  appear  will  be  heard.  Very 
ff\\  iviiiiesls  have  been  made  by  shippers  for  opportunity  to  be 
heard,  but  representatives  of  the  commission  inerchantH  prob- 
ably will  submit  testimony.  The  railroad  brotherhood  leaders 
h.ive  advised  the  commiltee  that  they  cannot  appear  before 
July  !>,  because  they  are  occupied  with  Labor  Hoard  mailers. 

The  inquiry  into  the  railroad  situation  was  resumed  by  the 
Senate  and  interstate  commerce  committee,  June  14.  E.  T. 
Whiter,  chairman  of  the  conference  committee  of  railroad  mana- 
gers, completed  his  testimony  relative  to  the  effect  of  the  rules 
under  the  national  agreements,  and  he  was  followed  by  L.  E. 
Wettling,  manager  of  the  statistical  division  of  the  western  lines 
and  representing  the  Association  of  Railway  Executives,  who 
submitted  a  series  of  statistical  exhibits  on  revenues  and  ex- 
penses. 

Mr.  Whiter  put  a  statement  in  the  record  showing  that  the 
Pennsylvania  is  paying  $15,000,000  a  year  more  for  maintenance 
equipment  under  the  hourly  basis  of  pay  than  it  would  have 
to  pay  on  a  piece  work  basis.  After  referring  to  numerous  rules 
under  the  national  agreements,  Mr.  Whiter  said,  with  respect  to 
the  Labor  Board,  that  all  things  considered  he  believed  the  board 
has  handled  its  work  promptly. 

Taking  up  Decision  No.  119  of  the  Labor  Board,  abrogating 
the  national  agreements,  Mr.  Whiter  said  it  remained  to  be  seen 
whether  the  roads  would  be  successful  in  negotiating  reasonable 
and  proper  rules,  or  whether  the  whole  question  would  be  thrown 
back  on  the  board  for  settlement.  If  the  latter  becomes  neces- 
sary, he  said,  it  is  obvious  that  the  railroads  will  not  promptly 
realize  the  relief  from  "these  ultra-restrictive  rules." 

.Mr.  Whiter  said  he  had  seen  a  pamphlet  sent  out  to  the 
membership  of  the  federated  shop  crafts  which  indicated  that 

shop  craft  employes  propose  to  stand  for  acceptance  of  the 
principles  underlying  the  national  agreements  in  the  making  of 
new  rules. 

"If  that  is  to  be  the  attitude  of  the  federated  shop  crafts," 
said  he,  "it  will  be  utterly  impossible  to  reach  satisfactory  agree- 
ments and  the  whole  matter  will  go  back  to  the  Labor  Board, 
notwithstanding  the  board's  decision  that  the  old  agreements 
were  to  become  a  thing  of  the  past  July  1." 

The  witness  declared  the  railroads  would  agree  to  proper 
schedules  but  that  they  would  have  to  resist  a  continuance  of  the 
principles  of  the  national  agreements,  which,  if  applied,  would 
mean  a  continued  burden  of  ?300,000,000  or  more  annually  for 
the  railroads  to  meet.  He  said  he  referred  to  the  situation  so 
that  the  committee  might  know  the  tendency  as  the  railroads 
see  it. 

Asked  as  to  the  progress  the  roads  were  making  in  negotiat- 
ing new  agreements,  Mr.  Whiter  said  he  could  not  answer  for 
all  the  roads  but  that  the  Pennsylvania  had  reached  an  agree- 
ment with  its  signal  employes  but  not  with  the  shop  craft 
workers  to  date.  He  said  not  much  headway  would  be  made 
with  the  latter  class  of  employes  if  they  held  out  for  the  principle 
of  the  national  agreements. 

After  Mr.  Wettling  had  submitted  several  of  his  exhibits, 
Senator  Cummins  called  attention  to  the  fact  that  one  exhibit 
showed  that  in  the  six  months  ended  August  31,  1920,  during 
which  time  the  guaranty  was  in  effect,  expenses  for  maintenance 
o'f  way  and  structures  increased  45.4  per  cent  over  the  corre- 
sponding period  in  1919,  and  that  expenses  for  maintenance  of 
equipment  increased  39.2  per  cent,  while  in  the  six  months  ended 
with  February,  1921,  the  increase  in  expenses  for  maintenance 
of  way  in  that  period  over  the  1919-1920  corresponding  period 
was  only  15.1  per  cent  and  for  equipment,  10.9  per  cent. 

Senator  Cummins  said  those  figures  arrested  attention  In 
view  of  the  charges  made  that  the  railroads  were  extravagant 
in  maintenance  expenditures  in  the  guaranty  period. 

Alfred  P.  Thorn,  general  counsel  of  the  Association  of  Rail- 
way Executives,  said  because  of  that  fact  he  wished  the  record 
to  show  that  the  railroads  were  not  protected  as  to  maintenance 
expenditures  under  the  guaranty  but  that  allowance  for  those 
expenditures  was  specifically  limited  by  the  terms  of  the  trans- 
portation act  giving  the  Commission  the  authority  to  fix  the 
amount  to  be  allowed  for  maintenance  in  the  guaranty  period. 
He  said  if  the  expenditures  for  maintenance  in  the  guaranty 
period  exceeded  those  during  the  test  period,  equated  for  in- 
creased cost  of  labor  and  materials,  the  railroads  had  to  meet 
that  excess  themselves.  He  said  the  maintenance  expenses  were 
high  in  the  guaranty  period  because  the  carriers  endeavored  to 
get  their  equipment  and  way  and  structures  in  shape  to  meet 
the  demands  of  the  public  for  service,  and  that  the  roads  knew 
they  would  not  be  protected  by  the  government  in  making  those 
expenditures. 

"What  you  mean  is  that  the  carriers  had  no  motive  for  in- 
creasing these  expenses,"  said  Senator  Cummins. 

The  senator  then  said  he  had  raised  the  question  because 


of  the  charge*  an  to  want.  iiinres  during  the  guaranty 

period  and  that  he  wished  ,t  emphasized  that  the  transportation 
act  bud  guarded  specifically  again*)  tin-  government  bring  re- 
quired to  pay  excemlve  minis  due  to  miilrii.-n.ui' ••  expenditure*. 
!!••  .said  If  It  turned  out  that  the  railroads  spent  morn  than  lit 
allowed  under  111*-  formula  prescribed  by  law.  the  gov.-rnn 
would  not  be  required  to  allow  for  such  exceM  expenditure*  In 
settling  for  the  guaranty  period. 

Mr.  WeiiliiiK  said  that  m  makinr  comparison  of  maintenance 
expenses  of  class  I  roads  in  the  guaranty  period  with  the  cor- 
responding period  of  1919,  consideration  iniiM  he  given  to  a  mini 
ber  of  factors  which  materially  affected  the  expi  ndlturrs  In  those 
two  periods.  One  of  the  controlling  factor*  which  tends  to  dis- 
tort such  comparison  and  make*  the  Increases  In  the  1920  period 
seem  disproportionate  to  the  Increases  in  other  expenses,  he  said, 
lies  in  the  fact  that  the  .  \i>enae  In  the  e-irrespondiiiK  period  of 
1919  were  subnormal  because  of  restrictions  placed  upon  i 
by  the  Director-General.  He  said  Iwglnninx  with  March,  1919, 
the  Director  General  required  the  roads  to  reduce  maintenance 
of  way  expenses  and  that  this  retrenchment  was  In  effect  during 
practically  the  remainder  of  federal  control.  The  restrictions 
said,  necessarily  produced  subnormal  expenditures  for  the  period 
while  in  effect  thus  accentuating  the  apparent  Increase  In  the  cor- 
responding but  more  nearly  normal  period  in  1!>20.  The  policy  of 
the  Director-General  produced  a  condition  of  undermalntenance, 
he  continued,  and  the  roads  were  turned  back  March  1.  19:20.  In 
a  run  down  condition,  which  made  It  Imperative  that  they  be 
rehabilitated  as  far  as  possible.  He  referred  to  the  demand  for 
service  in  1920,  which  the  roads  had  to  meet,  to  the  Increased 
costs  of  operation  due  to  the  retroactive  wage  award  of  the  Labor 
Board  and  to  increased  prices  of  materials.  He  said  the  natural 
tendency,  however,  was  to  limit  maintenance  expenses  to  absolute 
necessities  because  of  the  limits  placed  on  such  expenditures  by 
the  transportation  act  for  the  guaranty  period.  He  said  the  car- 
riers continued  their  program  of  restoration  untl  October.  1920, 
when  it  became  apparent  that  a  general  business  depression  was 
imminent,  and  that  the  full  net  revenues  anticipated  under  Ex 
Parte  74  were  not  being  realized.  Since  November,  1920,  he  said 
maintenance  expenditures  had  suffered  a  substantial  reduction 
below  necessary  requirements  by  many  roads. 

A  table  submitted  by  Mr.  Wettling,  June  15,  showing  the  net 
railway  operating  income  for  each  year  from  1912  to  1920,  In- 
clusive, led  Senator  Cummins  to  say  that  the  figures  for  1918 
and  1919,  the  years  the  roads  were  under  federal  control,  were 
misleading  to  the  general  public.  The  table  showed  the  net 
railway  operating  income  for  1918  to  be  $638,568,603  and  for 

1919,  $454,984,953. 

The  senator's  point  was  that  publication  of  such  figures 
by  themselves  without  explanation  gave  the  public  the  wrong 
impression  as  to  the  cost  of  federal  operation  of  the  railroads. 
He  said  the  loss  to  the  government  because  of  federal  operation 
would  be  at  least  $1,500,000,000,  and  Mr.  Wettling  thought  it 
would  be  nearer  $2,500,000,000  when  the  final  settlement  has 
been  effected.  Senator  Cummins  said  If  the  Director-General 
had  kept  up  maintenance  on  the  railroad  properties  during 
federal  control,  he  would  not  have  had  the  net  railway  oper- 
ating income  shown  by  the  table. 

"I  am  thinking-  that  the  first  time  the  public  will  get  a 
fair  comprehension  of  what  government  operation  cost  will  be 
when  we  are  called  upon  to  appropriate  money  to  balance  the 
account,"  said  he..  "Then  the  public  will  fully  comprehend  what 
government  operation  cost." 

Mr.  Wettling  agreed  that  the  figures  under  discussion,  with- 
out an  understanding  of  the  situation,  were  misleading. 

Commenting  on  an  another  table  showing  railway  operating 
revenues  of  class  I  roads  for  March,  1921,  to  be  $459,262,510,  as 
against  $460,187,437  in  .March,  1920,  and  operating  expenses  in 
March,  1921,  to  be  $400.429,308,  as  against  $420.450,441  In  March, 

1920,  Senator   Cummins   said   the   figures   showed   that  notwith- 
standing the  increased  rates  there  was  less  revenue  in  March, 

1921,  than  in  March,  1920,  because  of  the  diminished  volume 
of  traffic.    Mr.  Wettling  said  there  was  a  decrease  of  27.2  per- 
cent In  revenue  ton  miles  in  March,  as  compared  with  March, 
1920,  and  that  revenue  passenger  miles  decreased  13.4  per  cent. 
He  added  that  the  gross  revenues  In  March  did  not  reflect  the 
increased    rates    because   of    the   depression    in     business.     Ex- 
penses, however,  he  said,  decreased  only  4.8  per  cent  in  March 
as  compared  with  March,  1921. 

Senator  Cummins  regarded  the  decrease  in  expenses.  In  the 
face  of  the  increased  wages  and  the  effect  of  the  national  agree- 
ments, as  a  "rather  extraordinary  reduction"  and  inquired  the 
cause  therefor.  Mr.  Wettling  said  he  would  not  characterize 
the  reduction  as  "extraordinary,"  but  that  It  was  due  to  de- 
ferred maintenance  and  reduction  In  the  number  of  employes. 
For  the  first  quarter  of  1921.  he  said,  there  had  been  a  cut  of 
15  per  cent  in  the  number  of  employes  on  178  class  I  roads. 
He  said  the  retrenchment  had  been  very  marked  because  of 
lack  of  funds. 

It  was  the  belief  of  Senator  Cummins,  however,  that  the 
figures  afforded  a  basis  for  seeing  an  improvement  in  the  rail- 
road situation.  He  said  if  the  roads  earned  throughout  the  year 
at  the  rate  of  what  they  earned  In  March,  their  net  would  be 
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about  1368,000,000.  He  said  if  they  could  do  that  in  the  face 
of  a  severe  business  depression,  that  with  a  restoration  of  busi- 
ness to  normal  they  might  be  able  to  earn  a  very  satisfactory 
return  for  the  year. 

Mr.  Wettling  said  it  must  be  remembered  that  the  reduc- 
tion in  expenses  was  in  part  due  to  deferred  maintenance  and 
that  therefore  there  had  been  no  actual  saving  but  a  postpone- 
ment of  expenditures.  He  said,  however,  he  saw  the  senator's 
point  and  that  he  did  not  feel  that  the  outcome  under  the 
transportation  act  will  be  "very  blue." 

Another  exhibit  submitted  by  the  witness  showed  that  in 
the  year  ended  with  February,  1921,  there  was  an  increase  in 
net  ton  miles  of  6.8  per  cent  over  the  corresponding  period  of 
the  previous  year,  the  total  for  1921  being  436,567,788,000,  as 
against  408,851,892,000  in  the  1920  period.  For  the  six  months 
ended  with  February,  1921,  however,  a  decrease  of  1.6  per  cent 
in  net  ton  miles  was  shown  as  compared  with  the  corresponding 
period  of  the  previous  year. 

Mr.  Wettling  showed  that  the  tons  of  revenue  freight  origi- 
nated in  1920  totaled  1,255,704,973,  which  was  exceeded  only  in 
1917  and  1918,  when  the  totals  were  1,264,015,725  and  1,263,343,- 
993,  respectively.  In  the  fourth  quarter  of  1920,  when  the  in- 
creased rates  were  in,  the  total  number  of  tons  originated  was 
328,912,147,  but  no  comparison  was  submitted  for  the  same 
period  in  1919  because  the  statistics  were  not  required  under 
the  Commission's  orders  until  the  beginning  of  1920,  it  was 
explained. 

Testifying  as  to  maintenance  in  1920  as  compared  with  1919, 
Mr.  Wettling  said  reports  from  93  per  cent  of  the  class  I  roads 
representing  approximately  218,000  miles  of  track,  showed  that 
in  1920  they  spent  $961,304,000  for  maintenance  of  way  and 
structures,  compared  with  $727,705,000  in  1919  and  $616,742,000 
in  1918,  while  during  the  test  period  they  averaged  $383,699,000. 

In  1920  those  roads  laid  2,262,033  tons  of  new  and  second- 
hand rails,  the  total  cost  of  which  was  $82,219,999,  compared 
with  2,027,159  tons,  costing  $69,961,049  in  1919  and  1,615,963 
tons  costing  $50,836,964  in  1918.  During  the  test  period  the 
yearly  average  was  2,041,676,  while  the  total  cost  was  $54,166,631. 

The  number  of  ties  placed  during  those  years  follow: 

Average  per 

Annum  Test 

Period              1918  1919  1920 

Switch    ties,    ft 172,689,571     160.024,789  176,079,389  170.345,383 

Bridge    ties,    ft 55.625,964      45,400,555  49,644,851  41,533,926 

Other   ties,    No 83,885,109      69,327,243  73,398,922  77,015,580 

Total   cost    $58,135,355     $62,886,865     $84,156,035  $107,772,885 

Taking  up  the  question  of  ballast,  Mr.  Wettling  said  those 
roads  in  1920  applied  19,118,553  yards  at  a  cost  of  $12,045,000,  on 
an  average  cost  of  63  cents  per  yard.  In  1919  those  roads  ap- 
plied 17,518,791  yards  at  a  cost  of  $9,481,545,  or  an  average 
cost  of  54  cents,  while  in  1918  they  applied  only  14,796,252  at 
a  total  cost  of  $6,472,151,  or  an  average  cost  of  43.7  cents  per 
yard. 

Of  the  total  cost  of  maintenance  of  way  and  structures 
$577,688,000,  or  60.09  per  cent,  was  paid  to  labor.  Cost  of  ma- 
terial consisted  of  29.67  per  cent.  During  the  test  period  $209,- 
906,000,  or  54.71  per  cent,  went  to  labor;  $401,331,000,  or  65  per 
cent,  in  1918,  and  $439,140,000,  or  60.35  per  cent,  in  1919. 

Mr.  Wettling  said  the  maintenance  work  done  by  the  rail- 
roads in   the  guaranty  period   was  not  abnormal   as   compared 
ith  the  test  period,  and  that  the   guaranty  period  covered  a 
time  of  the  year  when  the  railroads  do  a  greater  percentage 
of  maintenance  work  than  in  the  remainder  of  the  year. 

Senator  Cummins   requested  Mr.   Thorn  to  make  an  effort 

to  wind  up  the  presentation  of  testimony  by  the  railroads  by 

17,  when  adjournment  probably  will  be  taken  until  June 

21   when  Mr.  Warfield  will  appear.     The  senator  said  represent- 

i  of  the  Commission   would  appear  before  the  committee 

Clifford  Thome  and   S.   H.  Cowan  will  appear    July  11 

under  the  present  schedule. 

Mr.  Wettling  told  the  committee,  June  16,  that  in  1920  the 
ailroads  employed  a  greater  number  of  men  and  at  greatly  in- 
creased  wages   as   compared   with    1916,   but   that   less   service 
is  performed  in  1920  than  in  1916  and  that  thus  the  operating 
ises   in  1920  were  increased  not  only  because   of  the  in- 
ased  rates  of  pay,  but  also  because  the  larger  number  of 

gave  less  service  than  they  did  in  1916. 

To  illustrate  his  point,  Mr.  Wettling  referred  to  an  exhibit 

ing    comparisons    as    to    the  number  of  employes    hours 

ked,  and  compensation  for  the  years  1916  and  1920     Taking 

ction  men  as  an  example,  he  said  there  were  253  577  of  that 

ass  of  employes  in  1916  and  281,841  In  1920.    The  total  com- 

'^iiTro0  ™at  ClaSS   in   1916  was   *129-033,692  and  in   1920, 

The  total  number  of  hours  worked  by  the  253  577 

employes   in   1916   was   785,472,168,   while   the   total  number   of 

hours  worked  by  the  281,841  employes  in  1920  was  761  965  074 

erage  annual  compensation  of  railroad  employes  'was 

in  1916  and   $1,820  in  1920,  he  said.    For    the    last    four 

m    »L  9,?°,Hhe  comPensatl°n  W"  ^  the  rate  of  $1  904  per 

the  wage  increases  and  the  national  agreements 

been  in  effect  throughout  1920,  he  said,  the  average  annual 

compensation   would   have   been    $1,926.    He   said   tnt f  to   the 


road  train  service  the  railroads  got  8  per  cent  less  service  from 
the  employes  than  in  1916. 

The  witness  pointed  out  that  taxes  had  increased  from 
$109,445,407  in  1916  to  $278,868,668  in  1920.  He  showed  that  the 
cost  of  labor  per  train-mile  was  $3.27  in  1920,  as  against  $1.20 
in  1916.  Senator  Cummins  remarked  that  the  figures  meant 
that  in  1920  it  cost  about  three  times  as  much  to  run  a  train 
a  mile  as  it  did  in  1916. 

The  wage  bill  in  1920  would  have  aggregated  $3,960,000,000 
if  the  wage  increases  had  been  in  effect  throughout  the  year,  or 
approximately  $300,000,000  more  than  the  gross  revenues  of 
1916,  which  totaled  $3,596,865,766,  the  witness  said. 

With  an  increase  of  approximately  385,000  employes  in  1920 
over  1916,  the  witness  said  the  total  number  of  hours  worked 
in  1916  was  4,528,519,814,  as  against  4,845,130,535  in  1920.  For 
all  employes  the  figures  showed  an  increase  in  the  number  of 
hours  worked  by  the  increased  number  of  employes  as  com- 
pared with  1916,  but  in  specific  instances,  as  with  the  section 
men,  fewer  hours  were  worked  in  1920,  although  the  number  of 
employes  was  increased. 

A  table  showing  average  receipts  per  ton-mile  was  sub- 
mitted by  Mr.  Wettling.  It  showed  that  in  1913  the  average  was 
71.9  cents  per  ton-mile  and  in  March,  1921,  $1.333,  an  increase 
of  85  per  cent.  He  said,  however,  that  the  increases  in  rates 
had  never  kept  pace  with  the  increases  in  expenses.  The  table 
showed  also  an  increase  of  71  per  cent  in  October,  1920,  over 
1913,  in  the  average  receipts  per  ton-mile,  and  Senator  Cummins 
aske'd  why  the  percentage  was  greater  in  March,  1921,  when  it 
was  85  per  cent.  Mr.  Wettling  said  the  full  effect  of  the  rate 
increases  was  not  reflected  in  October,  as  traffic  delivered  in 
that  month  had  moved  under  the  old  rates.  He  also  said  that 
in  February  and  March,  1921,  there  was  a  greater  amount  of 
high-grade  traffic  than  low-grade  traffic.  Mr.  Thorn  said  another 
factor  was  that  the  orders  of  the  Commission  increasing  intra- 
state  rates  were  in  effect  in  the  1921  months,  while  they  were 
not  in  October  and  November,  1920. 

Mr.  Wettling  submitted  a  detailed  statement  as  to  pay- 
ments made  by  the  railroads  for  wages  for  work  done  under 
federal  control  being  charged  into  1920  operating  expenses, 
Senator  Cummins  having  asked  for  an  explanation  of  that.  Mr. 
Wettling  said  there  were  always  lap-over  items  in  railroad  ac- 
counting— that  is,  that  expenses  incurred  in  one  accounting 
period  might  be  charged  into  the  following  period,  because  the 
accounting  for  the  former  period  had  been  closed.  He  said  the 
effect  of  charging  the  payments  under  discussion  to  1920  oper- 
ating expenses  was  negligible. 

Railroad  operating  revenues  in  1920  were  the  largest  in 
the  history  of  the  roads,  Mr.  Wettling  said,  but  the  net  operating 
income  after  meeting  expenses  and  taxes  was  the  smallest  in 
the  history  of  the  roads.  Out  of  every  dollar  taken  in  by  the 
railroads  in  1920,  he  said,  59.9  cents  went  for  labor,  as  compared 
with  55.3  cents  in  1919;  10.9  cents  went  for  fuel  for  locomo- 
tives, as  against  9.2  cents  in  1919;  17.3  cents  for  material,  sup- 
plies and  miscellaneous,  as  against  15.6  cents  in  1919,  and  10.9 
cents  for  loss  and  damage,  injuries  to  persons,  insurance,  de- 
preciation and  retirements,  and  taxes,  as  against  11.1  cents  in 
1919.  Only  1  cent  was  left  in  1920,  he  said,  for  return  on  in- 
vestment, as  against  8.8  cents  in  1919  and  28.9  cents  in  1916. 
An  exhibit  showing  cargo  tonnage  cleared,  tolls  paid  and 
interest  charges  for  the  Panama  Canal  was  submitted.  This 
showed  that  for  the  fiscal  year  1920  the  revenues  totaled  $8,935,- 
872;  expenses  for  operation  and  maintenance,  $6,548,272;  op- 
erating income,  $2,387,600;  interest  charges,  $19,388,668;  net 
deficit  for  the  year,  $17,001,068.  In  the  period  July,  1920,  to 
March,  1921,  the  total  tonnage  was  10,308,644  short  tons,  of 
which  4,520,763  was  listed  as  in  possible  competition  with  the 
railroads  of  the  United  States.  The  tolls  paid  for  that  period  ag- 
gregated $8,761,066,  and  tolls  per  ton,  84.99  cents. 


ABANDONMENT  APPLICATION   AGAIN   DISMISSED 

The  Commission  has  again  dismissed  Finance  Docket  No.  31, 
consisting  of  the  application  of  the  Marshall  &  East  Texas  and 
Bryan  Snyder,  its  receiver,  for  a  certificate  of  public  convenience 
and  necessity  under  paragraph  (18),  section  1.  The  case  was 
reopened  on  the  request  of  the  railroad  company,  which  objected 
to  the  first  dismissal.  That  was  based  upon  the  Commission's 
conclusion  that  the  abandonment  of  the  line  took  place  prior 
to  the  effective  date  of  paragraph  (18)  of  section  1. 

The  applicant  contended  that  there  is  a  distinction  between 
the  abandonment  of  a  line  of  railroad  and  the  cessation  of  opera- 
tion.   The  Commission  said  it  recognized  such  a  distinction,  but 
that  in  this  proceeding  it  held  that  the  cessation  of  the  operation 
this  railroad  amounted  to  a  complete   abandonment,  as  evi- 
denced by  the  commencement  of  proceedings  in  the  federal  court 
>r  the  sale  of  the  road  as  scrap.     That  proceeding  was  delayed 
hrough  no  fault  of  the  applicants,  the  report  of  the  Commission 
said.    As  further  evidence  of  abandonment,  the  Commission  said 
e  railroad  had  made  no  report  to  it  in  1919,  indicating  that  in 
ie  opinion  of  the  company  it  had  ceased  to  be  a  carrier  subject 
to  the  act. 


Juno  18,  1921 
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NEW  SHIPPING  BOARD  ORGANIZED 

Thf  Tragic  World  ll'ashington  Bureau 

The  new  Shipping  Board  was  formally  organized  June  ]• 
the  arrival  of  Meyer  Lissner  of  Los  Angeles  on  that  date  He 
was  tln>  last  member  of  the  board  to  take  the  oath  of  office  tin- 
other  members  having  qualified  earlier  in  the  week.  Chairman 
I.askiT  and  Commissioners  Benson,  Thompson  and  Chamberlain 
we  iv  sworn  in  as  members  of  the  board  Juno  13.  Commissioner 
Hummer  took  the  oath  of  office  June  14  and  Commissioner  O'Con- 
nor June  15. 

The  board  met  with  President  Harding  on  the  afternoon  of 
June  17  to  go  over  the  policy  which  will  be  followed  by  the 
board  in  developing  the  American  merchant  marine. 

MARINE  WORKERS  AND  BOARD  AGREE 

The  Traffic  World  Washington  Bureau 

After  a  conference  with  a  committee  representing  the  Amer- 
ican Steamship  Owners'  Association,  June  15,  the  Shipping  Board 
issued  the  following  statement  relative  to  the  settlement  of  the 
marine  strike:  t 

"The  Shipping  Board  had  a  meeting  with  a  committee  of 
owners,  at  which  meeting  it  was  explained  to  the  owners  that 
the  Shipping  Board  was  committed  to  a  definite  agreement  with 
the  engineers,  which  agreement  will  be  made  public  Thursday 
evening." 

The  committee  of  steamship  owners,  composed  of  A.  J.  Mc- 
Carthy, representing  the  International  Mercantile  Marine;  Eu- 
gene McDonald,  of  the  steamship  association's  wage  committee; 
Winthrop  L.  Marvin,  vice-president  of  the  association;  E.  H. 
Duff,  Washington  representative,  and  George  Eggers '  of  the 
Pacific  Mail  Steamship  Company,  protested  to  the  board  against 
the  making  of  an  agreement  with  the  unions. 

On  June  13  Secretary  of  Labor  Davis  announced  that  the 
marine  strike  had  been  settled  through  the  making  of  an  agree- 
ment between  the  Shipping  Board  and  the  marine  engineers.  On 
June  14,  however,  it  was  said  at  the  offices  of  the  Shipping  Board 
that  the  agreement  had  not  been  officially  approved.  After  the 
announcement  by  Secretary  Davis,  the  steamship  owners  wired 
a  protest  from  New  York  and  requested  an  opportunity  to  be 
heard,  and  the  conference  on  June  15  resulted. 

Negotiations  with  the  other  marine  unions  will  be  entered 
into  by  the  board  for  the  purpose  of  effecting  agreements  sim- 
ilar to  the  one  entered  into  with  the  engineers. 

The  Shipping  Board,  June  1C,  issued  the  wage  scale  and 
working  conditions  for  marine  engineers  employed  on  board  ves- 
sels, to  be  applied  until  December  31,  1921.  The  scale  provides 
for  a  cut  of  15  per  cent  in  pay,  and  the  working  rules  provide  for 
the  elimination  of  unnecessary  overtime.  The  marine  engineers 
accepted  the  conditions. 

A  similar  agreement  was  reached  with  the  radio  operators 
and  agreements  along  the  same  lines  will  be  effected  with  other 
marine  unions,  thus  bringing  to  a  close  the  marine  strike,  as  far 
as  the  Shipping  Board  is  concerned.  Board  officials  were  not 
informed  as  to  whether  or  not  the  private  ship  owners  would 
recede  from  their  decision  not  to  go  along  with  the  board. 

A  resolution  calling  for  an  investigation  of  the  marine  strike 
situation  has  been  introduced  by  Senator  LaFollette  of  Wiscon- 
sin. It  set  forth  that  a  controversy  exists  between  the  Shipping 
Board  and  men  employed  on  its  ships  and  that  the  resulting  loss 
is  running  into  the  millions.  The  Senate  commerce  committee, 
under  the  resolution,  would  be  authorized  to  make  a  thorough 
investigation  of  the  situation.  The  senator  said  he  would  call 
it  up  later.  . 


AMENDMENT  TO  SEAMEN'S  ACT 

The  Traffic  World  Washington  Bureau 

By  a  vote  of  190  to  103  the  House  passed  the  Scott  bill 
amending  the  LaFollette  seamen's  act  June  15.  The  measure 
was  opposed  by  representatives  friendly  to  the  organized  seamen 
on  the  Great  Lakes.  They  contended  the  bill  afforded  an  open- 
ing wedge  for  further  modification  of  the  seamen's  act  as  de- 
sired by  steamship  owners.  The  advocates  of  the  bill  contended, 
however,  that  the  only  object  of  the  bill  was  to  permit  the 
operation  on  the  Great  Lakes  of  passenger  and  packet  boats 
which  could  not  operate  under  the  restrictions  imposed  by  the 
law  as  it  stands.  One  amendment  offered  by  Representative 
Nolan  of  California,  liming  the  work  of  oilers  and  water  tenders 
to  eight  hours,  was  adopted,  but  efforts  to  modify  the  bill  other- 
wise in  favor  of  the  seamen  failed,  and  the  bill  was  passed,  with 
the  exception  noted,  as  set  forth  in  The  Traffic  World,  June  11, 
P.  1257. 


SHIPPING  BOARD  APPROPRIATION 

The  Traffic  World  Washington  Bureau 

The  conference  report  on  the  deficiency  appropriation  bill, 
carrying  $61,000,000  for  the  Shipping  Board  to  complete  ships 
now  under  construction,  was  agreed  to  in  the  Senate,  June  13, 
and  the  measure  was  sent  to  the  President.  The  Senate,  which 


50>°>000   !°   lht  8h|PP'"K 


i  107 


appropriation   a, 

accepted  th 


m  Jon?*'  of  w«s'''nirton.  called  attention   to  the  fact 

r  ssswss  r"H;:;:operatlon  of  the  ***•  **• 


Senator  Warren,  chairman  of  the  appropriation  committee 
th«  House  conferees  absolutely  refund  to  give  the  board 

y  H  "',"'  tlm"'  <MnK  the  P<""«'°n  that  additional 
withheld  until  the  new  board  bad 


Senator  Jones  said  he  would  rather  keep  the  board's  Mi  IDS 
In  operation  than  to  build  new  ships  and  then  have  then?  tied  up! 


FREIGHTS  AND  CHARTERS 

(Issued  by  tli,    r.  s    shipping  Board) 

June  9 

A  better  week  in  the  export  trade  Is  anticipated  by  for- 
™™i  »E?k  brok?.rs  ,than  the  one  Just  closed.  Inquiries  have 
come  into  the  market  for  cargo  space  on  steamships  In  practically 
all  directions,  except  In  South  America,  which  Is  passing  through 
a  season  of  dullness  unusual  In  that  region. 

While  the  demand  for  coal  and  grain  tonnage  Is  quite  firm 
"0  tend«n7  l°  an  advanc«  »•>  freight  rates.    On  the  North 
rt   P    TcP  l8Jn  demand  for  wheat    Heayy  *ra)n  'rom  Port- 
KI™H«™  'r80!?"1  T  San  Fra"clsc°  »'"  P*y  *10.86  to  the  United 
Kingdom,  Continent  or  extra  for  the  Mediterranean      There  Is 

fTl'oonTlVn  £eS  °n,  t!le  bas'8  of  eighteen  Canadian  doUan 
for  1  000  feet  to  U.  K.  ports  for  two  or  three  cargoes.  June  loading 
A  revival  in  the  nitrate  market,  which  Is  practically  doing 
nothing  at  present.  Is  expected.  Foreign  nitrate  companies  are 
said  to  have  declared  their  purpose  to  buy  from  50,000  to  80  000 
tons  for  the  new  season  from  October  to  March,  but  all  depends 


Time  charters  still  command  the  attention  of  the  coal  ex- 
porters and  good  steamers  are  wanted  on  the  basis  of  $1  13  per 
ton  for  six  or  twelve  months,  European  delivery,  but  the  United 
States  delivery  is  preferred.  Two  steamers  are  reported  to  have 

(or  round  trip 


Recent  shipments  of  cotton  from  Galveston  to  Bombay  via 
Liverpool  mark  the  beginning  of  a  new  movement  of  cotton  from 
Texas,  according  to  cotton  and  steamship  men,  who  say  there 
has  never  been  a  movement  of  the  staple  from  that  port  to  India 
in  any  quantity.  Some  3,000  bales  have  been  shipped. 

Charters 


$6 


'  9°°° 


10  PCr  °ent>  Hampton  Roads  ^  West  FlaJy, 
to  Unlted 
Unlted 


10 


j'une"   qU 
'  50°°  t0n8'  °ape  Breton  to 


52s  6d 
Plate, 


Cent'    Montreal   < 
nited  Kingdom,  25s.  coal; 

'  Australla  to  United  Klgdom-Contlnent. 

COtata    <Fr)-    *°"    tOn<)-    *""    <°    RIw 
June   10 

There  continues  to  be  considerable  intercoastal  trade,  lumber 
being  the  chief  product  moving.  The  strike  Ueup  of  American 
vessels  on  the  Pacific  side  of  the  continent  has  not  strengthened 
the  charter  market  for  lumber,  as  a  fixture  is  announced  as  hav- 
ing been  made  at  the  old  rate  of  $18. 

A  Norwegian  schooner  is  loading  lumber  at  Puget  Sound  for 
Callao  at  $18,  altkough  the  conference  has  refused  to  accept  this 
price,  holding  out  for  $20. 

Lumber  from  the  West  Coast  to  the  Orient  Is  paying  $10,  and 
it  Is  reported  that  lumbermen  have  contracted  for  all  available 
space  up  to  the  first  of  July.  After  that  date  the  rate  fixed  by 
the  Conference  will  be  $12.50,  while  certain  carrying  concerns 
are  fighting  for  $2.50  additional,  arguing  that  this  is  below  the 
pre-war  rate  when  the  higher  cost  of  operation  is  considered. 

Box  .shocks  have  been  reduced  from  70  cents  to  60  cents  per 
hundredweight. 

The  South  American  Conference  has  cut  the  rate  on  general 
cargo  and  canned  goods  from  $25  to  $20,  and  box  shocks  from 
$16  to  $14,  as  a  result  of  the  improved  condition  of  the  return 
cargo  market. 

Millers  In  the  nqrthwest  refuse  to  pay  the  $7  rate  to  the 
Orient,  and  consequently  China,  Japan  and  Manila  are  getting  no 
American  flour.  The  cotton  movement  has  about  ceased  for 
the  season,  but  some  American  steel  Is  going  to  the  Far  East 
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The  demand  for  heavy  grain  cargoes  from  the  River  Plate 
shows  a  slight  improvement  and  rates  are  steady. 

Charters 

Str.   Benvenue   (Dr.),   2505  tons,  Portland   to  Europe,   with   heavy 
grasir.P7tendo'ran  (Dr.).  2587  tons,  Portland  to  United  Kingdom,  with 


O  tons,  10  per  cent,  San  Lorenzo  to  United  King- 
dom-Continent. 55s.  heavy  Brain;  June.  v-- 

Str  \Valhallii,  6000  tons,  10  per  cent,  San  Lorenzo  to  United  King- 
dom-Contin,  nt.  12s  fid.  heavy  grain;  August-September. 

Str    C,«,rKiV    <Kr.>.    Montreal   to   Hamburg.    40,000   quarters   gram, 

c  per  100  llw.,  Canadian  currency;  June-  July. 

Str.  Si-v.-rnnu'do  (lir.).  2128  tons,  Atlantic  range  to  Teneriffe,  coal, 

*  Str»PIEveniet  (Br.),  1322  tons,  and  Hypatia  (Br.),  3665  tons,  Syd- 
ni-v    Cape  Breton  to  United  Kingdom,  coal,  30s. 

Str.    Hyanthus    (Br.),   2793    tons,   Atlantic   range   to   Madeira    Isles 

"*  Str.Vlaii  ''Macbeth  (Br.),  2881  tons,  Atlantic  range  to  French  At- 
lantic port,  coal,  J5.75;  prompt. 

Str.    Maximo  Gomez,   Charleston,    S.   C.,   to  Havana,   coal,    private 

Str.  Ellewoutsdijk,  5000  tons,  Virginia  to  Montevideo,  22s  6d,  coal; 

1)0  Str  Portfleld,  7200  tons.  10  per  cent.  Bahia  Blanca  to  United 
Kingdom,  50s.  heavy  grain,  June  20,  canceling. 

Str  Zimovia.  4500  tons,  10  per  cent,  San  Lorenzo  to  United  King- 
dom-Continent. 55s,  option  Santa  Fe-Concepcion,  57s  6d,  heavy  grain; 
June  30,  canceling. 

Str.  Eleni  Stathatos,  4500  tons.  10  per  cent.  San  Lorenzo  or  Bahia 
Blanca  to  United  Kingdom-Continent,  55s,  heavy  grain;  June  20, 
canceling. 

June   11 

One  of  the  most  recent  features  in  connection  with  the 
market  is  the  suggestion  from  foreign  quarters  of  a  minimum 
freight.  This  plan  was  given  a  test  about  sixteen  years  ago,  and 
failed  to  prove  satisfactory,  although  operating  charges  were 
lower  than  now. 

There  is  no  rush  of  orders  for  cargo  space,  but  a  steady 
business  is  passing  and  inquiries  are  increasing. 

The  market  for  grain  is  quiet  and  rates  largely  nominal 
from  the  northern  range  to  the  United  Kingdom  or  Continent. 
The  recent  reduction  from  7s  to  5s  per  quarter  has  apparently 
had  no  stimulating  effect. 

Virginia  coal  to  the  United  Kingdom,  is  still  held  at  32s  6d 
to  33s  3d;  Rotterdam,  $5;  Canary  Islands,  $5.50;  West  Italy, 
$6.25  per  ton.  Gulf  timber  is  firm  and  $19  to  $19.50  per  thou- 
sand is  charged  to  River  Plate. 

The  demand  from  Scandinavia  for  American  coal  appears 
to  have  sagged  off  somewhat  lately,  due  perhaps  to  the  fact 
that  Scandinavians  are  getting  coal  from  Belgium. 

Tonnage  Is  in  demand  for  coal  from  Hampton  Roads  to 
West  Indies,  but  when  rates  from  $2  to  $2.50  per  ton  are  offered 
correspondence  ceases.  This  offer  is  made  with  the  under- 
standing that  a  return  cargo  of  sugar  will  be  furnished. 

Charters 

Str.  Eastern  Temple,  2235  tons,  Fowey  to  Philadelphia,  china  clay, 
15s:  prompt. 

Str.  Felix  Taussig,  1524  tons,  Cuba  to  Montreal,  sugar,  25c,  Cana- 
dian currency. 

Str.  Luxpaille.  3424  tons,  Atlantic  range  to  United  Kingdom,  coal, 
$5.75,  free  discharge. 

Str.'W.  A.  McKenney,  4544  tons.  Atlantic  range  to  United  King- 
dom, coal,  private  terms. 

Str.  Sassenheim.  1238  tons,  Atlantic  range  to  Copenhagen,  coal, 
$6.10:  prompt. 

Str.  Oxiron  Strathanos  (Gr.),  1967  tons,  Atlantic  range  to  Con- 
stantinople, coal,  $7. 

Str.  Madras  City  (Br.),  a  gulf  port  to  United  Kingdom  or  Conti- 
nent. 2.1.000  quarters  grain.  7s  3d:  June. 

Str.  Brighton  (Br.),  Montreal  to  United  Kingdom,  25,000  quarters 
grain.  6s  7>4d;  July. 

Str.  Kierstan  M.nersk  (Dan.).  2258  tons,  New  York  to  Petrograd, 
flour  (In  sacks),  private  terms:  June. 

Str.  Goldfleld  (Br.),  2820  tons,  one  round  trip  in  transatlantic 
trade,  private  terms,  delivery  north  of  Hatteras;  prompt. 

Str.  Wlnnegngo.  2728  tons,  River  Plate  to  New  York,  linseed  $10 
from  upper  ports,  $8  if  lower  ports;  June. 

June   13 

The  British   edict  that  no  more  charters   shall  be  effected 
>  import  American  coal,  eliminates  the  one  active  feature  that 
has  existed  in  ocean  commerce  for  several  months,  or  since  the 
beginning  of  the  British  miners'  strike. 

Coal  dealers  accept  the  order  to  indicate  immediate  settle- 

it  of  the  strike,  in  which  event  it  is  expected  that  after  con- 

3  now  on  hand  have  been  carried  out,  coal  exports  to  Eng- 

d  will  come  to  an  end,  or  at  least  ease  off  to  a  nominal  move- 

In  anticipation  of  a  settlement  of  the  strike  many  of  the 

American  exporters  have  been  giving  their  attention  to  South 

America's  coal  needs. 

Grain  exports  are  slow  from  Canadian  ports,  but  something 

doing  out  of  the  Gulf.    The  fact  that  the  North  Atlantic  Ship 

Conference  cut  the  transatlantic  grain  rates  2s  per  quarter 

thout   notifying  Gulf  shippers   will  force   the  South  Atlantic 

and  Gulf  Conference  to  follow  the  same  course.     As  a  result   it 

said  «  serious  situation  has  arisen  among  the  steamship  com- 

panies which  has  as  a  possible  eventuality  the  complete  break 

'  V?  ,     lh  conferences.  and  a  resulting  ocean  rates  warfare 

:  is   claimed   by   importers   that   only  10   per  cent   of  the 

enormous  supply  of  coffee  from  Brazil  arrives  in  American  hot 


The  officials  of  the  Commune  of  Genoa  and  the  Independent 
Harbor  Consortium  are  reported  to  have  drawn  up  a  plan  for 
the  constitution  of  an  organization  to  improve  the  port,  which 
will  raise  a  loan  of  150,000,000  lire  for  the  purpose. 

The  laying  up  of  Swedish  tonnage  which  was  originally 
undertaken  with  the  object  of  stimulating  the  freight  market, 
continues  to  increase  owing  to  the  high  rate  of  Swedish  exchange, 
which  is  such  as  to  prevent  competition.  The  total  for  the  coun- 
try is  reported  as  being  over  a  half  million  tons,  not  counting 
the  Swedish  vessels  lying  idle  in  foreign  ports. 

Charters 

Str.  Yalza,  Philadelphia  to  Pacific  coast  ports,  general  cargo. 
Nansco  Lines. 

Str.  Olympic,  Philadelphia  to  Cadiz,  North  Africa,  Marseilles  and 
Genoa,  general  cargo;  June  15.  Earn  Line  S.  S.  Co. 

Str.  Bosanka  (Jugo-Slav.),  Philadelphia  to  Gibraltar  for  orders, 
coal,  private  terms. 

Str.  Ripon,  Philadelphia  to  Baltic  ports,  general  cargo;  June. 
Str.    Pilar-de-Larrinaga    (Br.),    4607    tons,    Atlantic    range    to    West 
Italy,  coal,  $6,  option  of  Venice  $6.25;  June. 

June   14 

The  market  for  prompt  tonnage  remains  steady  and  owners 
with  spot  tonnage  obtain  fairly  good  rates.  Transatlantic  trade 
is  of  slow  movement,  however,  and  rates  are  stationary. 

The  chaotic  condition  of  the  money  market  has  caused 
more  than  $20,000,000  worth  of  American  merchandise  to  be 
stowed  away  in  the  warehouses  at  Santos  and  Rio  Janeiro  since 
last  December.  The  consignees,  owing  to  the  disparity  in  Amer- 
ican and  Brazilian  money  values,"  have  been  unable  to  honor 
drafts  in  payment  for  the  shipments,  and  the  Brazilian  govern- 
ment has  waived  the  ruling  which  permits  holding  goods  for 
only  135  days,  after  which  they  would  be  sold  at  public  auction, 
allowing  the  goods  to  be  held  indefinitely  in  hope  that  the  sellers 
may  realize  the  full  value  of  same. 

Coal  and  grain  rates  are  inclined  to  harden  to  Europe. 

With  an  exportation  of  more  than  $7,000,000  to  the  United 
States  in  1920,  compared  with  $473,987  in  1919  and  $5,856,055 
in  1913,  the  trade  relations  of  the  provinces  of  East  and  West 
Flanders,  Belgium,  which  comprise  the  Ghent  consular  district, 
regained  their  pre-war  importance  as  far  as  commerce  with  the 
United  States  was  concerned. 

Grain  shipments  totaling  1,870,725  bushels  have  been  ex- 
ported through  the  port  of  Texas  City  during  the  month  of  May. 
This  consisted  entirely  of  wheat,  and  was  loaded  out  on  ten 
steamers  going  to  Italy,  England,  Germany,  Holland  and  Belgium. 

Charters 

Strs.  Maid  of  Andros  (Br.),  20,000  qrs.  grain;  Maid  of  Corfu  (Br  ), 
21,000  qrs.  grain,  and  Paralos  (Gr.),  19,000  qrs.  grain,  Montreal  to  U. 
K.,  7s  6d;  7s  9d  if  two  ports;  June. 

Str.  Ontario  (Fr.),  Montreal  to  Antwerp-Hamburg,  37,000  qrs. 
grain,  28c,  Canadian  currency;  August. 

Str.  Nurtreton  (Br.),  Montreal  to  the  Cont.,  -'1,000  qrs.  grain,  27%c; 
Oct. -Nov. 

Str.  Lamentin  (Fr.),  a  Gulf  port  to  Antwerp-Hamburg  range,  25,- 
000  qrs.  grain,  28c;  Sept. 

Strs.  Cornish  City  (Br.)..  3,228  tons;  Knebworth  (Br.),  1,410  tons; 
Whitegate  (Br.).,  3,163  tons,  and  Great  City  (Br.).,  3,153  tons,  Atlantic 
range  to  U.  K.,  coal  $6,  free  discharge. 

Str.  Admiral  de  Ruitjer  (Du.).,  3,443  tons,  Atlantic  range  to  Rot- 
terdam, coal,  private  terms;  prompt. 

Str.  Adra  (Br.).,  2,996  tons,  Baltimore  to  Copenhagen,  coal,  pri- 
vate terms;  June. 

Str.  Balsam,  3,720  tons,  Atlantic  range  to  Lisbon,  4,000  tons  coal, 
about  $5.50;  prompt. 

Str.  Boheme  (Ital.),  Atlantic  range  to  W.  Italy,  coal,  private  terms 

Str.  Thomas  Krag  (Nor.).,  2,241  tons,  six  mos.  time  charter,  7s  6d; 
prompt. 

Str.  Georgia  (Fr.).,  a  Gulf  port  to  Cont.,  40,000  qrs.  grain,  private 
terms. 

Strs.  Glenlyon  (Br.)  and  Wistprswrjk  (Du.),  Atlantic  range  to  U. 
K.,  coal.  $6,  free  discharge;  prompt. 

Str.  Western  Comet,  3,549  tons,  Atlantic  range  to  French  Atlantic 
port,  coal,  $6;  prompt. 

Str.  Cabo  Ortegal  (Span.).  2,343  tons,  Va.  to  Spanish  Mediter- 
ranean, part  cargo  of  coal,  private  terms. 

June  15 

It  is  thought  that  Scandinavian  countries  may  be  actuated 
to  again  enter  the  field  for  American  products  following  the 
recent  restoration  of  rates  between  New  York  and  Antwerp 
and  Rotterdam  to  a  level  of  those  to  the  French  Atlantic  ports. 

Immediately  following  the  close  of  the  war,  the  Scandinavian 
countries  purchased  heavily,  expecting  to  sell  their  purchases 
to  Germany,  but  were  left  with  these  goods  on  their  hands 
because  of  the  upheaval  of  the  economic  system  of  that  country. 
It  is  understood  that  conditions  are  improving  and  after  the 
products  on  hand  are  disposed  of  it  is  thought  that  there  will 
be  an  immediate  call  for  more. 

Little  or  no  activity  Is  shown  in  the  South  American  trade. 
A  few  small  orders  were  noted,  but  on  the  whole  rates  are  soft 
and  the  market  dull.  The  West  Coast,  Brazil  and  Plate  are  all 
in  similar  condition. 

A  small  quantity  of  coal  continues  to  move  to  Havana,  and 
now  and  then  a  cargo  to  the  other  islands. 

Some  charterers  found  it  advisable  to  take  their  coal  steam- 
ers on  the  time  charter  basis.  Rates  are  apparently  low  enough 
to  show  a  fair  profit. 

The  March  statistics  on  the  working  of  the  principal  ports 
of  the  United  Kingdom  (London,  Liverpool,  Cardiff,  Newcastle- 
on-Tyne,  Glasgow,  Hull,  Newport,  Swansea,  Manchester  and 
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Itnsiui)  show  thai  tli.-  roistered  tonnage  of  the  vessels  arriving 
'"'-'    M1U.620    for    February;    ,|,c    tonnwrt 
Hi.-  \essels  leaving  was  S. If,:!. 306,  against  8,OfiH,i::s  i,.r  Kehnr.n 
Compared  with  March.  \>j»«.  imports  show  a  fall  or  21  per  rent 
clii.'lly  in  raw  materials,  and  exports  dropped  1:11  |,,.|-  ,  ,.M| 

\.-eording  l.i  ollieial  statistics,  the  Latvian  merraiiiil.-  inarin.' 
consists  of  L>::i   vessels  wilh  a  total   registered  tonnage  of  24  ono 
ions.  Iliis  not  Including  the  river  craft,  of  whleli  Latvia  posseMM' 
.miers  and  57  sailing  vessels  of  8,968  tons. 

Charters 
sir.   Mount   Vrrnon  (Nor.).  Hampton  Koada  to  Kingston,  coal,  prl- 

\.'ltl'     It'  I'lIlS. 

Sir.  Framlington  Courl   <l:..i.  :'..:,w  ions,  .•>  Va.  i>.irt  to  Kin  Janeiro, 

Sirs.   Qlenderoii    Mir.).   2.S.1C  tons,  and   Kullcrton    (Hr.),   1  726  tona 
Ail:uui<-  range  to  i  .   K.,  coul,  s«.   five  .ns.-l.am'.- 

Str.  MapTecourt  <!!r.  I.  i.lisil  Ions.  si.  John,  N.  r...  to  r.  K..  augur, 

radStr'r?aUtb*t(N°r')'  1-259  t0n8'  3  m°S'  UnK'  otuirter  ln  Wl>st  lndla 
li.'irl,    Ragma    (Nor.),  968  tons.  Mlramachl  to   r.  K.,  deals,  private 

I  t'l'ins  ;   .1 1 1  tif. 


OCEAN   SHIPPING   NEWS 

Outward  tonnage  exceeds  the  demand  from  Chinese  ports, 
according  to  cabled  reports  to  the  Department  of  Commerce. 
British  and  Japanese  steamship  companies  are  taking  the  bulk 
of  the  business  from  Shanghai  to  Pacific  ports,  the  rates  being 
$7  per  ton,  and  some  are  shipping  from  Shanghai  to  New  York 
City  at  as  low  as  $5  per  ton.  The  Robert  Dollar  Co.  has  inaugu- 
rated an  American  feeder  service  on  the  Yangtze  River.  Stocks 
of  bunker  coal  and  oil  are  reported  normal. 

Consul  E.  C.  Soule,  at  Cartagena,  Colombia,  reports  that  the 
Clyde  Line  is  now  operating  a  service  betewen  New  York  City 
and  Haitian  ports,  Puerto  Colombia  and  Cartagena,  Colombia, 
and  Kingston,  Jamaica,  with  calls  on  the  return  trip  at  the  Hai- 
tian ports.  Three  vessels— the  Lake  Ogden,  the  Lake  Sunapee, 
and  the  Lake  Sebago — are  being  used  in  this  service.  The  Lake 
Ogden  is  a  vessel  of  2,875  tons  dead,  weight,  2,013  gross,  and  1,245 
net,  and  the  other  vessels  are  of  approximately  the  same  capacity. 
One  of  these  vessels  leaves  New  York  every  other  Saturday. 

According  to  Consul  A.  C.  Frost,  at  Guatemala  City,  the  Pa- 
cific Mail  Steamship  Co.  will  provide  fast  through  transportation, 
both  for  passengers  and  freight,  between  Pacific  ports  of  Central 
America  and  an  Atlantic  port  of  the  United  States  via  the 
Panama  Canal.  The  steamships  to  be  operated  on  this  route  are 
the  Ecuador,  the  Colombia,  and  the  Venezuela,  formerly  on  the 
trans-Pacific  service.  These  vessels,  which  have  a  displacement 
of  14,000  tons  and  a  speed  of  14  knots  per  hour,  offer  passenger 
and  freight  service.  Their  schedule  is  as  follows:  Steamship 
Venezuela,  June  1,  1921,  steamship  Colombia  about  July  15.  1921, 
and  steamship  Ecuador  about  September  15,  1921.  They  will  call 
at  Mazatlan  or  Manzanillo,  Mexico;  San  Jose  de  Guatemala;  La 
Libertad,  Salvador;  Corinto,  Nicaragua;  Balboa  and  Cristobal, 
Canal  Zone;  Kingston,  Jamaica;  Habana,  Cuba;  and  Baltimore. 
The  return  voyage  will  be  identical,  except  for  the  omission  of 
Kingston,  Jamaica.  The  Pacific  Mail  Steamship  Co.  is  now 
operating  five  regular  passenger  steamers  between  San  Francisco 
and  Panama — namely,  the  steamships  Cuba,  Newport,  City  of 
Para,  San  Juan,  and  San  Jose — which  call  at  Mexican  and  Cen- 
tral American  ports.  In  addition  to  these  carriers,  the  company 
has  four  freighters  in  this  service — the  steamships  Point  Adams, 
Point  Lobos,  Point  Bonita  and  Point  Judith.  These  freighters, 
of  about  6,000  tons  displacement,  are  in  the  San  Francisco-Balti- 
more service  and  make  calls  at  the  principal  ports  of  Central 
America,  both  north  and  south  bound,  about  once  in  every  three 
weeks.  Including  the  three  vessels  to  be  placed  in  the  San  Fran- 
cisco-Baltimore service,  this  company  will  have  12  steamers  call- 
ing regularly  at  Central  American  ports. 

RAILROAD-STEAMSHIP  CONTRACTS 

The  Traffic  World  Washington  Burtnu 

All  carriers  subject  to  the  Interstate  commerce  law  have 
been  called  upon,  by  order  of  the  Commission,  dated  June  6  but 
not  made  public  until  June  15,  to  file  with  the  Commission,  on 
or  before  June  30,  copies  of  all  contracts,  agreements  or  ar- 
rangements with  steamship  companies  engaged  In  foreign  com- 
merce affecting  transportation  of  persons  or  property,  and  all 
carriers  subject  to  the  act  and  connecting  directly  with  ocean 
steamship  lines  are  further  required  to  report,  on  or  before 
August  9,  the  quantity  of  traffic  for  the  year  1920  delivered  to 
and  received  from  such  steamship  lines,  in  accordance  with 
the  form  attached  to  the  order.  If  a  railroad  to  which  the  order 
has  been  sent  has  no  such  contracts,  the  circular  is  to  be  re- 
turned with  a  notation  to  that  effect. 

The  order  of  the  Commission  was  put  out  at  the  request 
of  Senator  Jones  of  Washington,  author  of  the  shipping  act, 
one  of  the  provisions  of  which  looks  to  the  upbuilding  of  an 
American  merchant  marine  by  means  of  preferential  rail  rates 
for  goods  carried  in  American  bottoms.  In  the  course  of  his 
fight  for  the  upbuilding  of  an  American  merchant  marine  he 
lias  come  across  what  he  believes  to  be  evidences  of  combina- 
tions between  American  steamship  lines  and  possibly  some 
American  railroads  by  means  of  which  preference  is  assured  to 


foreign   shipping   In    win.  li   American   rnpltiillnlx    have   lnr«.    ,„ 

•  IH. 

One   i.r   Hie   most    .,,,,,,11011    i.forlH    ha*   b**n   Dial 
ships    have    been   dlrn-i  nmriBled   ngMlnnt    by    mean*   of    n 

agreement*  between  .\i,.iican  railioadu  and  foreign  ship  I" 

ruder    the   order   of   the   Commission,   n,,     ,-l)mm..r 
•Object   to  the  act  are  i.-nuired    In    Ille  cop,.      ,,r  r.,nii.,.-n    „ 
inenis  or  arraiu:.  meiits   p-rtalninK   to  Irallie  and  alxn  to  „„• 
HlallHllcH  covering  Irallie  dellveied   to  and   ie.en.-d   r,., 
•nip  lines. 

Years   ago    the    railioa.ln    reported    a    |.  w    o|    Ihe    Irallie 
tractn  they  made  with  steamship  lines.  In  accordance  wilh  para- 
graph  5   of  section   «.    which    says    thai    . 

subject  to  the  act  shall  also  file  (In  addition  to  tariffs  allowing 
rates,  fares,  etc.)  copies  of  all  conlr,.  m.-nts  or  arrange- 

ments with  "oilier  common  carriers"  in  relation  to  any  traffic 
affected  by  the  provisions  of  this  act  to  whii-h  it  may  be  a  party 
Recently,  however,  no  attention  has  been  paid  to  that  Dart  of 
the  law  by  them. 

The   Commission   construed   that   paragraph    in   accord 
with  the  construction  placed  upon  similar  words  by  the  Supreme 
Court  of  the  United  States  In   what  is  known  as  the  Krle  pax» 
case.     In   that   case   the   rourt   said    that    where   c'ongi. 
the  words  "other  common  carriers"  they  were  to  he  understood 
as  not  being  limited   by   the   worfy  "subject  to  this  act"    In 
other  words,  so  construing  the  language  of  paragraph  5  of 
lion   6,   the  Commission   has   the   power   to   require    a    common 
carrier  subject  to  the  act  to  file  with   it    A  copy  of  a  com  run 
t  may  have  with  a  steamship  line  which  is  not  subject  to  the 
act,   although   it   could   not   require    the   steamship   company   to 
disclose    the    arrangement    it    might    have    with   a    railroad    not 
subject  to  the  interstate  commerce  law. 


PACKET  BOATS  ON  GREAT  LAKES 

Restoration  of  package  freight  boats  on  the  Great  Lakes 
s  urged  by  the  Wisconsin  legislature  in  a  resolution  submitted 
in  the  Senate  by  Senator  La  Follette.  These  boats  were  taken 
off  the  lakes  during  the  war.  The  resolution  calls  on  the  ship- 
ping Board  to  place  a  line  of  package  freight  boats  in  service 
on  the  Great  Lakes  so  as  to  give  service  from  Buffalo  N  Y 
and  Milwaukee,  Superior,  Ashland  and  Green  Bay,  WIs.  Con- 
gress is  also  requested  to  enact  any  legislation  necessary  to 
bring  about  restoration  of  package  freight  boat  service. 


PARTIAL  PAYMENTS  TO  CARRIERS 

The  Commission  has  issued  partial  payment  certificates  to 
the  Ft.  Worth  Belt  for  $12,500  and  to  the  Bath  &  Hammondsport 
for  $9,000  under  the  guaranty  and  to  the  Brownstone  &  Middle- 
town  for  $2,000  under  section  204  providing  for  reimbursement 
of  deficits  incurred  during  federal  control. 

The  Treasury  Department  announced  payment,  June  13,  of 
$1,450,000  to  the  American  Railway  Express  Company  under  a 
partial  payment  certificate  issued  by  the  Commission.  The  Elec- 
tric Short  Line  Railway  Company  was  paid  $14.993.67  in  settle- 
ment of  the  guaranty  and  $871.05  In  settlement  of  the  reimburse- 
ment of  its  deficit  incurred  during  federal  control.  The  National 
Railway  Service  Corporation  has  paid  to  the  Treasury  $173.333.33 
on  loans  obtained  from  the  revolving  fund. 

The  Commission  has  certified  to  the  Secretary  of  the  Treas- 
ury that  the  payment  of  $59,993.67  will  make  good  the  guaranty 
under  section  209  to  the  Electric  Short  Line  Railway  Company 
of  Arizona.  The  road  has  received  in  advances  $45,000.  leaving 
$14.993.67  payable.  For  the  federal  control  period  tin-  Commis- 
sion found  the  same  company  was  entitled  to  $47,579.30  in  reim- 
bursement of  its  deficit  incurred  during  federal  control.  All 
but  $871.05  of  that  amount  has  been  paid  by  the  government  to 
the  carrier.  A  partial  payment  certificate  for  $55,000  was  issued 
to  the  Grand  Trunk  Itailway  Company  of  Canada  as  lessee  of 
the  Detroit  &  Canada  C.rand  Trunk  Junction  Railroad  Company. 

The  Treasury  Department  has  paid  $100.000  to  tin1  C.alveston 
Wharf  Company  and  $2.000  to  the  Penn  Yan  &  I*ke  Shore  Rail- 
way under  partial  payment  certificates. 

Additional  partial  payment  certificates  issued  by  the  Com- 
mission follow:  Penn  Van  &  I^ake  Shore,  $2,000,  and  Galveston 
Wharf  Company,  $100.000. 

The  Commission  has  certified  to  the  Treasury  a  finding  that 
the  payment  of  $3,158. r,fi  to  the  Electric  Short  Line  Terminal 
Company  of  Minnesota  will  make  good  the  guaranty  for  the  six 
months  following  federal  control. 

A  partial  payment  certificate  for  $6,000  has  been  Issued  to 
the  Central  New  York  Southern  Railroad  Corporation. 

Additional  partial  payment  certificates  Issued  by  the  Commis- 
sion follow:  Toledo  A.  Ohio  Central.  $1n:,.in.i.:  i  ,.  ft 
Western,  $360.000;  Chicago  A  Alton.  $20.000:  Ulster  \  IH>laware, 
$25.000. 

CENTRAL  VERMONT   NOTES  AND  BONDS 
The  Central  Vermont  Railway  Company  has  been  authorized 
to  Issue  $1011,1111.)  worth  of  refunding  mortgage  ."•  per  rent   sold 
bonds,  to  be  used  as  collateral  for  short  term  notes.  In  finance 
docket  No.  1392. 
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RATE   REGULATION   CONDEMNED 

The  Traffic  World  Washington  Bureau 

Charges  that  the  Interstate  Commerce  Commission  has 
robbed  the  stockholders  of  the  railroads,  and  that  since  the 
Commission  has  been  in  existence  railroad  stocks  have  depre- 
ciated 50  per  cent,  were  made  in  the  Senate,  June  15,  by  Senator 
Fernald  of  Maine,  a  member  of  the  Senate  interstate  commerce 
committee,  in  arguing  against  the  passage  of  the  Senate  packer 

n  "The  cost,  directly,  of  that  commission  since  its  creation 
has  been  $51,323,313.19,"  said  he. 

But  he  added  that  that  was  "a  mere  bagatelle  and  that 
what  he  proposed  to  show  was  that  since  the  Commission  was 
created  it  has  cost  the  government  and  the  people  more  than 
the  war  with  Germany. 

Senator  Lenroot  inquired  whether  Mr.  Fernald  believed  that 
the  Commission  in  fixing  rates  now  should  take  into  considera- 
tion the  depressed  value  of  railroad  stock  and  allow  only  such 
rates  that  would  yield  a  fair  return  on  that  value. 

"No;  I  think  the  stockholders  have  been  robbed  by  the 
Interstate  Commerce  Commission,"  replied  the  Maine  senator. 

"What  I  am  going  to  attempt  to  prove  is  that  we  are  paying 
right  now  for  the  mismanagement  from  1887  down  to  date;  and 
I  am  going  to  try  to  prove  that  if  the  rates  which  were  applied 
in  1887  had  been  applied  to  the  business  in  1920,  instead  of  rates 
that  did  exist  from  September  1,  1920,  to  December  31,  1920, 
there  would  have  been  a  difference  of  $964,201,993;  that  is,  the 
rates  would  have  been  that  much  less  than  they  actually  were 

"If  the  rates  which  have  existed  since  January  1,  1921,  had 
been  the  same  as  the  rates  in  1887,  it  would  have  made  a  dif- 
ference of  $1,512,809,328.  What  I  am  going  to  claim  is  that 
if  the  railroads  had  had  an  opportunity  to  manage  their  own 
business  in  their  own  way  they  would  have  kept  the  level  up, 
so  that  we  would  not  have  been  obliged  to  pass  through  the 
period  of  railroad  administration  and  depression  from  which  we 
have  suffered  and  are  suffering  now,  and  which  has  cost  this 
government  vast  sums.  Of  course,  the  business  is  much  greater 
now  than  it  was  in  1887,  but  if  there  had  been  an  increase  of 
one-half  in  the  business  since  1887  it  would  have  made  a  dif- 
ference to  this  government — and  when  I  speak  of  this  govern- 
ment I  mean  the  people  who  live  under  the  government — of 
more  than  $25,000,000,000.  There  can  be  no  mistake  about  that." 

The  burden  of  Senator  Fernald's  remarks  was  that  the  rail- 
roads should  have  been  left  free  to  fix  their  own  rates.  Rate 
regulation  by  the  Commission,  in  his  view,  caused  the  recession 
in  the  price  of  railroad  stock. 


POMERENE  DEFENDS  RAILROADS 

Senator  Pomerene  of  Ohio,  member  of  the  Senate  interstate 
commerce  committee,  in  an  address  before  the  Chamber  of  Com- 
merce of  Hamilton,  0.,  June  14,  said  it  must  be  remembered  that 
the  total  revenues  of  the  carriers  cannot  be  reduced  unless  there 
is  a  material  reduction  in  the  expenses  of  operation. 

"While  present  traffic  rates  per  ton  mile  are  lower  in  this 
country  than  they  are  in  Europe,"  said  he,  "the  public  feels  that 
present  freight  and  passenger  rates  are  higher  than  they  ought 
to  be,  and  I  share  that  view.  At  the  same  time  we  must  remem- 
ber that  the  total  revenues  of  the  carriers  cannot  be  reduced, 
generally  speaking,  unless  there  is  a  material  reduction  in  the 
expenses  of  operation. 

"I  do  not  overlook  the  fact  when  I  make  this  statement  that 
high  rates  in  some  instances  have  resulted,  as  I  believe,  in  the 
reduction  of  transportation  to  the  extent  that  there  has  been 
an  actual  loss  instead  of  an  increase  in  revenues. 

"The  average  earnings  of  the  roads  on  the  book  investment 
for  the  years  1910  to  1916  was  4.94  per  cent.  In  determining  the 
compensation  which  should  be  paid  to  the  railroads  during  the 
period  of  government  operation  it  was  decided  to  average  the 
earnings  of  the  three  years,  1915,  1916  and  1917,  one  of  which  was 
a  bad  year  and  the  other  two  prosperous  years.  The  average 
earning  for  these  three  years  was  5.24  per  cent.  Some  of  the 
roads  earned  more,  some  earned  less. 

"Critics  of  the  transportation  act  charge  that  present  high 
traffic  rates  are  due  to  the  rule  of  return  prescribed  therein. 
They  call  it  a  guarantee,  as  if  the  government  was  guaranteeing 
the  payment  of  a  fixed  return.  The  truth  is,  the  government 
made  no  guarantee  except  to  continue  the  war-time  rental  for  a 
period  of  six  months.  This  was  believed  necessary  because 
Congress  thought  it  wise  to  continue  wage  scales  for  the  same 
eriod.  Otherwise,  they  feared  there  might  be  serious  labor 
trouble  to  the  detriment  not  only  of  the  roads  themselves  but 
the  entire  country. 

rnm3hei  tran.8portat,ion  act  requires  the  Interstate  Commerce 

omission  when  making  rates  to  provide  for  a  fair  return  on  the 

Hroad  property,  and  during  the  two  years  beginning  March  1, 

0.  the  Commission  shall  take?as  such  fair  return  a  sum  equal 

*  per  cent  of  such  aggregate  value.    But  in  its  discretion  the 

Commission  may  add  thereto  %  of  1  per  cent  of  such  value  to 

provide  for  improvements,  betterments  and  equipment 


"That  it  has  been  necessary  to  increase  traffic  rates  I  think 
all  must  conceive.  It  is  impossible  to  increase  expenditures  un- 
less you  increase  the  revenue  to  meet  them,  and  instead  of  the 
railroads  earning  during  the  last  year  the  5%  per  cent  on  their 
investment,  the  net  earnings  for  the  railroads  of  the  whole  coun- 
try during  the  calendar  year  1920  were  only  $61,928,626  available 
for  interest  and  dividends,  or  less  than  three-tenths  of  one  per 
cent. 

"If  we  take  the  year  March  1,  1920,  to  March  1,  1921,  the  net 
earnings  are  less  than  $3,000,000  for  the  entire  railroad  systems 
of  the  United  States. 

"Let  me  give  you  a  few  figures  which  will  serve  to  illustrate 
the  financial  conditions  of  the  railroads  for  the  year  ending  De- 
cember 31,  1920,  as  compared  with  the  year  ending  December  ?1, 
1916. 

"The  total  hours  of  duty  of  all  employes  in  1920  was  7.68  per 
cent  larger  than  in  1916,  but  the  total  wages  paid  in  1920  was 
151.82  per  cent  greater  than  in  1916.*  Revenues  increased  in  1920 
over  1916  only  71.58  per  cent,  but  the  total  expenses  increased 
141.71  per  cent. 

"The  total  operating  revenue  of  1916  was  $3,596,865,766.  The 
net  railway  operating  income  for  that  year  applicable  for  inter- 
est, dividends  and  other  corporation  charges  was  $1,040,084,517. 

"The  total  increase  in  revenue  in  1920  over  1916  due  both  to 
increased  traffic  and  increased  rates  and  charges  aggregated 
$2,574,627,535.  But  total  wages  increased  $2,229,639,957.  The 
cost  of  fuel  increased  $729,452,415.  The  total  increase  in  expenses 
was  $3,411,321,601,  or  an  increase  in  expenses  in  1920  over  1916 
in  excess  of  increase  in  revenues  of  $836,694,066.  The  net  oper- 
ating revenues  accordingly  are  reduced  to  $203,390,451.  From 
this  amount  must  be  deducted  further  the  increases  in  taxes,  hire 
of  equipment,  rents,  etc.,  $141,461,825,  leaving  the  net  operating 
income  in  1920  available  for  interest  and  other  corporate  pur- 
poses only  $61,928,626,  as  compared  with  that  earned  in  1916  of 
$1,040,084,517. 

"How  ridiculous,  therefore,  for  any  one  to  attempt  to  say 
to  the  public  that  the  present  high  traffic  rates  are  due  to  the 
alleged  guarantee  in  the  transportation  act.  How  absurd  to  say 
even  if  the  railroads  earned  5%  per  cent  on  the  total  investment 
this  is  excessive,  when  the  railroads  now  are  obliged  to  refund 
maturing  loans  that  drew  only  4  per  cent  by  new  loans  for  which 
they  have  to  pay  from  7%  to  8  per  cent.  The  last  large  loan 
of  the  Pennsylvania  company  was  placed  after  the  payment  of 
commissions  and  discounts,  at  7.45  of  one  per  cent. 

"No  great  transportation  system  which  is  intended  to  serve 
the  multifarious  activities  of  105,000,000  people  ever  can  be  de- 
vised or  operated  or  managed  by  a  few  loud-mouthed  theorists 
who  destroy  and  devitalize  everything  they  breathe  upon." 


CHARGES  ON  RECONSIGNED  LUMBER 

The  lumber  wholesalers  of  the  country  have  launched  a  con- 
certed effort  for  the  abolition  of  the  penalty  charge  of  $10  per 
car  for  each  day  or  fractional  part  of  a  day  that  cars  loaded  with 
lumber  are  held  for  reconsignment  after  48  hours  after  the  hour 
at  which  free  time  begins  to  run  under  the  demurrage  rules. 
Hearing  on  No.  11818,  American  Wholesale  Lumber  Association 
vs.  Aberdeen  &  Rockfish  et  al,  and  sub-numbers  1  to  12,  involving 
various  lumber  companies  and  associations  against  practically 
every  railroad  in  the  country,  began  before  Assistant  Chief  Ex- 
aminer Ulysses  Butler  in  Chicago,  June  13. 

Besides  involving  the  $10  penalty  charge  after  48  hours  after 
the  beginning  of  free  time,  the  original  complaint  protests  its 
assessment  on  Sundays  and  legal  holidays  and  Mondays  after  hol- 
idays which  fall  on  Sunday;  the  assessing  of  the  penalty  charge 
at  reconsigning  points  when  cars  are  held  there  by  reason  of  em- 
bargoes laid  by  the  carriers;  the  failure  to  notify  reconsigners  of 
reconsigned  shipments  of  the  refusal  of  consignee  to  receive 
such  shipments;  the  application  of  the  rules  governing  the  re- 
consignment  of  shipments  of  lumber  in  open  top  cars,  and  the  in- 
creasing of  penalty  and  demurrage  charges  in  the  same  percent- 
age as  allowed  on  freight  rates  by  the  Commission  in  Ex  Parte 
74. 

These  practices  are  called  unjust,  unreasonable,  unjustly 
discriminatory,  unduly  preferential -and  prejudicial  by  the  com- 
plaining lumbermen,  and  the  Commission  is  asked  to  abolish  the 
penalty  as  described  and  to  order  the  removal  of  the  Ex  Parte 
74  increases  from  demurrage  and  penalty  charges  on  lumber.  In 
addition  to  complaining  of  these  practices,  the  complainants  in 
the  sub-numbers  name  the  Director-General  as  a  defendant  and 
ask  reparation. 

Lumber  dealers  generally  have  protested  these  practices  for 
some  time,  and  the  present  hearing  is  'the  result  of  months  of 
preparation  in  order  to  get  the  evidence  into  such  a  shape  as  to 
make  its  presentation  complete. 

Lumber  manufacturers,  on  the  other  hand,  according  to  J. 
E.  Rhodes,  secretary-manager  of  the  Southern  Pine  Association, 
"are  co-operating  in  urging  the  continuance  of  the  per  diem 
charge  of  $10.00  for  the  use  of  equipment  for  the  consignment 
of  lumber  in  transit." 

"This  issue,"  said  Mr.  Rhodes,  "is  being  contested  by  the 
wholesalers,  who  desire  to  use  railroad  equipment  for  ware- 
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in.  11  iiu  lumber  offered  for  sale.  When  the  normal  volume  of  ton- 
i-  Is  moving,  there  are  not  enough  railroad  cars  to  take  care 
of  lumber  shipments;  hence,  lumber  manufacturers  are  generally 
In  favor  of  the  charge  for  the  use  of  equipment  for  this  purpose 
all  hough  they  are  not  generally  opposed  to  the  transit  car  Itself' 
It  Is  understood  that  a  large  number  of  the  smaller  manufac- 
turers, as  well  as  retail  dealers  and  representatives  of  railroads 
will  personally  recommend  the  Imposition  of  a  charge  for  the 
use  of  railroad  cars  for  selling  lumber  In  transit,  according  to 
Mr.  Rhodes. 


FURTHER  ARGUMENT  IN  LUMBER  CASE 

Thl  Traffic  World  Washington  Bureau 

Application  for  further  argument  has  been  made  by  counsel 
for  the  Fernwood,  Columbia  &  Gulf,  on  No.  10827,  Swift  Lumber 
Co.  vs.  l-Vinwood,  Columbia  &  Gulf,  on  the  grounds  that  it  has 
not  been  vouchsafed  an  adequate  presentation  of  Us  cause  to  the 
Commission;  that  the  Commission  in  its  decision,  written  by 
Commissioner  Eastman,  disregarded  the  railroad's  fundamental 
and  constitutional  right  to  have  rates  high  enough  to  enable 
it  to  set  up  a  reserve  fund  against  the  time  when,  by  reason 
of  the  disappearance  of  the  timber  along  its  rails,  the  railroad 
will  have  no  value  other  than  for  salvage;  and,  finally,  that  there 
was  no  violation  of  sections  2  and  3  of  the  interstate  commerce 
law.  the  personal  element  of  discrimination,  necessary  to  make 
the  discrimination  unlawful,  being  absent. 

In  support  of  the  first  point,  the  former  tap  line  called  atten- 
tion to  the  fact  that  the  examiner  recommended  •  the  dismissal 
of  the  case  on  the  ground  that  the  rates  on  lumber  from  the 
points  of  origin  on  the  protesting  railroad  were  and  are  not 
unreasonable  or  unjustly  discriminatory  or  unduly  prejudicial, 
and  that  only  five  of  the  eleven  commissioners  voted  in  favor 
of  the  decision,  while  three  dissented  from  the  conclusion  an- 
nounced as  the  conclusion  of  the  Commission  and  three  did  not 
vote.  That  conclusion  was  that  the  rates  from  the  Fernwood 
Toad  were  unjustly  discriminatory  in  that  they  exceeded  the 
junction  point  rates  of  its  connections,  the  Illinois  Central,  and 
the  New  Orleans  Great  Northern. 

The  argument  was  made  before  three  commissioners  and 
of  those  three  two  dissented.  The  attorneys  for  the  railroad 
company  said  that  a  majority  of  the  Commission  concurring  did 
not  hear  the  argument,  and,  not  having  heard,  five  of  the  eleven 
are  of  the  opinion  that  the  examiner's  report  should  not  be 
adopted. 

The  railroad  company  said  the  precise  point  suggested  by 
that  fact  had  been  passed  on  judicially  in  several  cases,  notably 
Santee  River  Cypress  Lumber  Co.  vs.  Colleton  Cypress  Co.,  66 
S.  E.  116.  and  Tindall  vs.  Mills,  67  S.  E.  908.  The  effect  of 
those  decisions  was  that,  where  a  case  on  appeal  to  the  Supreme 
Court  was  heard  by  a  court  composed  of  four  members  and 
before  the  case  was  tried  one  of  the  justices  went  out  of  com- 
mission and  two  of  the  remaining  justices  were  in  favor  of  re- 
versal and  the  other  for  affirmance,  a  rehearing  would  be  ordered. 
The  second  point  made  by  attorneys  for  the  Fernwood  road 
is  that  a  company  has  a  constitutional  right  to  make  rates  high 
enough  to  amortize  the  value  that  will  disappear  when  the  traffic 
has  likewise  disappeared.  Under  th,e  junction  point  rates  de- 
creed by  the  order  of  the  Commission,  the  Fernwood  company 
contends  it  cannot  lay  up  a  reserve  against  the  time  when,  by 
reason  of  the  disappearance  of  the  timber,  there  will  be  no  more 
traffic  for  it  to  haul. 

The  third  point,  in  the  application  for  reargument,  is  that 
there  is  none  of  the  personal  element  in  the  fact  that  arbitraries 
over  the  junction  point  rate  are  exacted  upon  lumber  originating 
on  the  Fernwood  road,  such  as  is  necessary  to  constitute  a 
violation  of  either  the  second  or  third  sections  of  the  interstate 
commerce  law.  In  other  words,  the  Fernwood  is  not  responsible 
for  the  rate  adjustment  that  makes  it  necessary  for  it  to  have 
rates  higher  than  those  applicable  from  the  junctions  with  the 
Illinois  Central  and  the  New  Orleans  Great  Northern. 


COAL  PRODUCTION  REPORT 

Thi  Traffic  World  Washington  Bureau 

Owing  to  observance  of  Memorial  Day,  production  of  soft 
coal  dropped  to  6,835,000  net  tons  in  the  week  ended  June  4,  as 
against  8,160,000  tons,  the  revised  figure  for  the  week  before, 
the  Geological  Survey  said  in  its  report  under  date  of  June  11. 
The  car  loadings  for  each  day  of  the  week  were  as  follows: 
Memorial  Day,  6,165;  May  31,  26,859;  June  1,  25,285;  June  2, 
25,266;  June  3,  25,475;  June  4,  19,154.  On  June  6  and  7,  prelim- 
inary reports  indicate,  the  loadings  were  26,918  and  26,848  cars, 
respectively. 

In  the  week  ended  June  5  there  was  a  total  of  1,013.449  tons 
of  bituminous  coal  dumped  at  the  Lake  Erie  ports  for  trans- 
shipment to  upper  lake  ports,  of  which  984,716  was  cargo  coal 
and  28,733  vessel  fuel.  For  the  preceding  week  the  total  was 
1,176,500  tons.  The  total  movement  for  the  season  to  June  5 
was  5,654,068  tons  as  against  1,853,393  tons  in  the  same  period 
of  1920. 

"Reports  from  two  of  the  three  coal  exchanges  at  Hampton 


Heads  show  a  Blight  ln<  r.ane  In  dumpings  of  coml  for  ff.t.-l«n  ac- 
count during  the  week  rnci.-d  jm,..  i."  11,0  mjrvey  «• 

"Complete  figures  of  the  May  tidewater  l>unin<-xi<  |n  blinrn 

liioiiH  coal  at.  the  five  principal  t-iml   ports  of  thn  Atlantic  roast 

show   tluil    Hi.'  arlivity   In   (he  export    IN.,V< -nii-nt    which  attended 

the    Brian    mill    Htrlkr    wax    practically    confined    to    Hampton 

oads.    Of  the  total  .-M .,,,'ird     1,669,000  m-t  tons— nearly  80  per 

••   i-amc  mini  Hninpiuii   Koiuls.     Ti  .port*  at  that  port 

wri-r    I .-17.1100  net   tons,  or  within   21111.1,011   tons  of  the  record 

establiHli,-,!   ,,,   October,    IX'O.     At    I'lillad- Ij.l.ia   tli-  May  export* 

were  only  an  eighth  of  those  of  October,  1920,  and  at  Baltimore 

the  proportion  was  onlj   a  third. 

"The  tonnage  of  bunker  coal— 861,000—  wan  about  the  same 
as  in  the  preceding  month.  SliipnionlH  to  New  Kngland  de- 
creased from  633,000  tons  In  April  to  n.m.ooo  In  May 

"The  all-rail  movement  to  New  Kncland  changed  but  little 
during  the  week  ended  .lune  4.  Reports  from  the  American 
Railway  Association  and  the  Massa«  i  .  i  Administration 

show  that  3,052  cars  of  bituminous  coal  and  3.0fi7  raw  of  anthra- 
cite were  forwarded  over  the  Hudson,  an  Increase  In  soft  coal 
of  154  cars,  and  in  anthracite  a  decrease  of  271  cars." 

COAL  RATES  TO  LOUISVILLE  VIA  L.  &  N. 

Against  probably  the  most  vigorous  protest  any  city  ever 
made  about  a  proposed  increase  In  freight  rates,  the  Commis- 
sion, June  15,  declined  to  suspend  Louisville  &  Nashville  tariffs 
increasing  rates  on  coal  to  that  city  from  mines  on  the  rails 
of  the  L.  &  N.  in  the  Jelllco,  Flatwood,  Harlan  and  Hazzard 
districts  in  Tennessee,  West  Virginia  and  Kentucky.  The  higher 
rates  became  effective  June  16. 

Cincinnati  protested  emphatically,  because,  as  seen  by  the 
Protestants  In  that  city,  the  only  real  reason  or  excuse  for 
the  increase  was  to  be  found  in  the  fact  that,  some  time  ago, 
the  Commission  held  that,  inasmuch  as  the  Chesapeake  &  Ohio 
and  the  Norfolk  &  Western  are  tn  Official  Classification  ter- 
ritory, for  rate-making  purposes,  they  were  entitled  to  add  40 
per  cent  to  their  rates. 

The  Louisville  &  Nashville,  serving,  so  far  as  Cincinnati  is 
concerned,  the  same  coal  producing  territory,  being  in  the  south- 
ern territory,  was  permitted  to  make  intraterritorially,  to  south- 
bank  Ohio  River  destinations,  an  increase  of  only  25  per  cent, 
and  interterritorially,  to  north-bank  points,  an  Increase  of  33% 
per  cent. 

Refusal  to  suspend  the  Louisville  &  Nashville  tariffs,  in  a 
broad  aspect  of  the  matter,  without  regard  to  the  revenue  needs 
of  the  filfng  carrier,  had  to  allow  the  tariffs  to  go  Into  effect 
for  the  protection  of  the  revenues  of  the  Norfolk  &  Western  and 
the  Chesapeake  &  Ohio.  Lower  rates  over  the  L.  &  N.  would 
have  meant  a  big  reduction,  to  Cincinnati  and  related  points,  of 
tonnage  on  the  Official  Classification  territory  roads.  Reduction 
of  their  rates  to  meet  the  rates  of  the  L.  &  N.  would  have  meant 
the  breaking  down  of  the  rate  structure  of  the  Baltimore  & 
Ohio  and  the  Pennsylvania,  at  least,  if  not  of  the  whole  eastern 
district  east  and  west  lines. 

The  maximum  Increase,  under  the  tariffs  which  the  Com- 
mission declined  to  suspend,  is  25  cents  a  ton.  The  tariffs  re- 
vised downward  the  rates  at  some  of  the  intermediate  points  and 
the  latter  asked  that  the  tariff  be  not  suspended.  Making  the 
inncreases,  according  to  the  L.  &  N.,  meant  the  restoration  of 
the  relationship  existing  between  rates  from  the  competing  coal 
mining  districts  to  Cincinnati  and  related  points. 


USE  OF  ROCK  DUST  IN  COAL  MINES 

The  Traffic  World   Washington  Bureau 

A  brief  filed  by  Ralph  Merrlam  in  No.  13246,  Old  Ben  Coal 
Corporation  vs.  Director-General,  as  agent,  Chicago.  Burlington 
&  Qulncy,  discloses  a  method  for  minimizing  the  effect  of  explo- 
sions in  coal  mines  that  may  result  in  giving  the  railroads  a  con- 
siderable tonnage  they  have  not  heretofore  suspected.  The 
complainant  crushes  shale  or  other  kind  of  rock  to  a  fine  powder, 
then  places  that  powder  in  V-shaped  troughs  at  places  in  the 
mine  shafts  so  set  that  any  perceptible  jar  will  upset  them  and 
set  a  cloud  of  dust  afloat  In  the  galleries  or  shafts. 

This  cloud  of  dust,  it  Is  dalmed,  has  the  effect  of  choking 
and  localizing  a  mine  explosion  which  would  otherwise,  on  ac- 
count of  the  highly  inflammable  coal  dust  and  mine  gases, 
spread  and  involve  the  whole  mine.  The  complainant  uses  the 
dust  prevention  device  in  its  twelve  mines  in  southern  Illinois. 
So  convinced  Is  it  that  the  device  is  practicable  that  It  seeks 
reparation  on  about  eighty  carloads  of  the  rock  or  shale  dust, 
moved  by  it  from  its  mine  No.  9  near  West  Frankfort.  III.,  to 
other  of  Its  mines  at  Christopher  and  Sesser.  111.  The  dust 
moved  between  December.  1918.  and  February.  1920.  on  a  tenth 
class  rate  of  $1  per  net  ton.  Reparation  Is  asked  down  to  the 
basis  of  a  rate  of  60  cents  per  net  ton.  The  Burlington,  a  short 
time  ago,  offered  to  establish  a  rate  of  70  cents  per  net  ton. 
It  and  the  Railroad  Administration  did  not  agree  to  repara- 
tion on  the  movements  during  federal  control. 

In  behalf  of  the  complainant,  it  is  contended  that  the  dust 
should  take  not  higher  than  the  ground  or  crushed  rock  basis. 
Inasmuch  as  no  commodity  rates  on  crushed  or  ground  rock 
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effect  between  the  points  of  movement,  the  class  rate, 
es'abll.shed  ?nder  the  Illinois  classification  was  the  only  one 
that  could  be  assessed.  __  _ 

FORMER  COMMISSIONER  COMPENSATED 
An  appropriation  of  $8,800  to  pay  former  Commissioner  •Ford 
for  his  services  as  a  member  of  the  Commission  from  June  11, 
mo   to  March  4   1921,  was  provided  in  the  deficiency  appropria- 
tion 'bill  and  agreed  to  by  the  House  and  Senate. 

ANN   ARBOR  CERTIFICATES 

The  Commission   has   issued   a  certificate  for   $75,261.85   to 
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the  exemption  of  American  vessels  from  the  payment  of  Panama 
Canal  tolls  were  approved.  The  action  of  the  board  of  govern- 
ors of  the  club  in  opposing  the  Frelinghuysen  bill  to  provide  the 
Commission  with  power  to  establish  seasonal  coal  rates  was 
approved  by  the  meeting. 

The  Traffic  Club  of  New  York  held  a  golf,  outing  at  the 
Upper  Montclair  Country  Club,  Upper  Montclair,  N.  J.,  June  16. 
A  number  of  prizes  were  awarded  in  various  golf  contests. 
Luncheon  and  dinner  were  served  at  the  Country  Club.  The 
Traffic  Club  plans  to  give  a  number  of  these  outings  during  the 
summer. 


certificates  were  for  $100,000  and  $140,000. 


Personal  Notes 


A.  S.  Birchett  has  been  appointed  traveling  freight  agent 
for  the  Wabash  at  Cincinnati. 

The  accounting  offices  of  the  Arkansas  &  Louisiana  Missouri 
Railway  Co..  the  Mansfield  Railway  &  Transportation  Co.  and 
"he  Louisiana  &  Pine  Bluff  Railway  Co.  have  been  transferred  to 
Shreveport.  La.  R.  F.  Humble  has  been  appointed  general  audi- 
tor for  these  lines  in  charge  of  the  Shreveport  offices  The 
offices  of  the  general  freight  and  passenger  agent  of  the  Ar- 
kansas &  Louisiana  Missouri  have  also  been  moved  to  ,  breve 
port,  and  J.  H.  Shaw,  general  freight  and  passenger  agent  for 
that  line,  has  been  -appointed  to  the  same  position  for  the  Mans- 
field Railway  &  Transportation  Co.  also. 

The  offices  of  the  assistant  treasurer  of  the  Nacogdoches  & 
Southeastern  Railroad  Co.  have  been  moved  to  Shreveport,  La. 

The  Georgia  &  Florida  Railway  has  announced  the  following 
appointments:  H.  W.  Watson,  general  freight  and  passenger 
agent  in  charge  of  solicitation,  vice  W.  D.  Cook,  resigned;  W.  H. 
L  Nelms.  general  agent  at  Atlanta;  D.  W.  Agnew,  general  west- 
ern agent  at  Cincinnati:  W.  W.  Swain,  commercial  agent  at  Nash- 
ville, succeeding  Mr.  Watson. 

Charles  E.  Smith,  until  very  recently  traveling  freight  agent 
for  the  New  Jersey,  Indiana  &  Illinois  Railroad,  died  at  Chicago, 
Slay  28.  Mr.  Smith  was  for  many  years  commercial  agent  for 
the"  M.  &  O.  at  Pittsburgh. 

H.  C.  Dinkins,  general  agent  for  the  International  &  Great 
Northern  Railroad  at  Mexico  City  for  eighteen  years  prior  to  the 
discontinuance  of  that  office  in  1914,  has  resumed  those  duties 
upon  the  re-establishment  of  the  I.  &  G.  N.  agency  in  Mexico. 

Charles  J.  Rieger  has  been  appointed  express  traffic  man- 
ager for  the  Louisville  &  Nashville  at  Louisville. 

The  Chicago,  Racine  &  Milwaukee  Line  has  announced  the 
following  appointments:  R.  F.  Church,  general  manager  to  suc- 
ceed E.  W.  Seymour,  who  died:  Morgan  E.  Cartier,  general  pas- 
senger agent  at  Milwaukee,  and  Charles  A.  Donlin,  general  freight 
agent  at  Chicago.  Mr.  Donlin  also  retains  his  position  as  general' 
freight  agent  for  the  Michigan  Transit  Company. 

E.  E.  Overton  has  been  appointed  traffic  manager  for  the  Mid- 
land Continental  Railroad. 

D.  C.  Andrews  &  Co.  of  Illinois  have  closed  their  Chicago 
office.  A.  C.  Sherrard,  their  former  Chicago  manager,  who  has 
been  in  the  export  and  import  shipping  business  for  18  years, 
will  continue  at  the  same  address  under  the  firm  name  of  the 
Aetna  Service  Company. 

A.  B.  Harter  has  been  appointed  traffic  manager  for  John 
Wade  &  Co.,  Inc.,  of  Memphis,  Tenn. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

At  a  meeting  of  industrial  and  railroad  traffic  men,  June  10, 
the  Atlanta  Traffic  Club  was  organized.  This  organization  plans 
to  operate  along  the  lines  of  the  traffic  clubs  in  other  cities  to 
bring  about  co-operation  and  fellowship  among  its  members. 
Officers  were  elected  as  follows:  President,  G.  E.  Boulineau, 
ci-nt-ral  freight  agent,  Atlanta  &  West  Point  Railroad  and  the 
Georgia  Railroad;  first  vice-president,  J.  W.  White,  traffic  man- 
ager, International  Agricultural  Corporation;  second  vice-presi- 
.  Linthicum,  traffic  manager.  Empire  Cotton  Oil  Com- 
pany; secretary-treasurer,  S.  W.  Willson,  general  southern  agent, 
Philadelphia  &  Reading  Railroad;  board  of  governors,  C.  E. 
Cotterill.  general  counsel.  Southern  Traffic  League;  P.  A.  Wright, 
assistant  general  freight  agent,  Southern  Railway  System;  J.  B. 
Dunlap,  traffic  manager,  B.  Mifflin  Hood  Brick  Company;  and 
G.  S.  Rains,  member,  southern  freight  rate  committee. 

At  the  general  meeting  of  the  Industrial  Traffic  Club  of 
the  Niagara  Frontier,  held  in  Buffalo,  June  6,  congerssional  bills 
authorizing  the  issuing  of  interchangeable  mileage  books  and 


The  operating  division  of  the  freight  station  section  of  the 
American  Railway  Association  will  hold  its  first  annual  session 
at  the  Drake  Hotel,  Chicago,  June  21,  22  and  23.  Officers  will 
be  elected  and  reports  of  officers  and  committees  considered. 

The  Transportation  Club  of  Seattle  has  announced  the  tak- 
ing over  of  the  lunch  room  in  the  Railway  Exchange  building. 
The  club  has  arranged  a  boat  trip  to  Leschi  Park,  June  25,  and 
plans  are  being  laid  for  its  eleventh  annual  picnic,  to  be  held  on 
August  6. 

The  first  annual  outing  of  the  Miami  Valley  Traffic  Club 
will  be  held  at  the  Hills  and  Dales  Club,  Dayton,  June  23. 


At  the  annual  meeting  of  the  Traffic  Club  of  Pittsburgh  the 
following  officers  were  elected:  President,  George  A.  Buse; 
vice-presidents,  H.  H.  Gray,  C.  P.  Parker  and  S.  Y.  Baldwin; 
secretary,  E.  A.  Hynes;  treasurer,  J.  F.  Constans;  governors, 
Robert  Allen,  D.  H.  Amsbury,  Don  M.  Crawford,  W.  T.  Lowe 
and  E.  M.  Wagner.  W.  W.  Blakely,  the  retiring  president,  was 
presented  with  a  watch,  and  F.  A.  Lyman,  the  retiring  secretary, 
with  a  chest  of  silver,  by  the  members. 


The  Traffic  Club  of  Battle  Creek  will  hold  its  annual  meet- 
ing at  the  social  hall  of  the  Kellogg  Toasted  Corn  Flake  Com- 
pany, June  22,  1921.  Dinner  will  be  served  and  an  interesting 
program  of  speakers  has  been  arranged. 

T.  Park  Hay,  assistant  manager  for  the  United  States  Ship- 
ping Board,  will  address  the  noonday  meeting  of  the  Traffic 
Club  of  St.  Louis,  June  21,  on  the  subject  of  the  American  mer- 
chant marine. 


The  eastern  tournament  committee  of  the  National  Freight 
Traffic  Golf  Association  will  shortly  announce  its  summer  cham- 
pionship tournament  at  Shackamaxon  Golf  Club,  Westfield,  N.  J., 
on  July  20,  21  and  22.  This,  no  doubt,  will  assure  a  full  attend- 
ance of  shippers  at  the  Official  Classification  Committee's  meet- 
ing, which  starts  in  New  York  on  Monday,  July  18,  and  will 
continue  for  several  days. 


The  regular  monthly  dinner  meeting  of  the  Traffic  Club  of 
Utica,  held  June  14  in  the  Baggs  Hotel,  was  observed  as  N.  Y.  O. 
&  W.  night.  The  speakers  of  the  evening  were  C.  B.  McManus, 
Jr.,  general  freight  agent;  E.  J.  Lillis,  assistant  freight  claim 
aeent,  and  Mr.  W.  C.  Hartigan,  superintendent  of  the  N.  Y.  O.  & 
W.  Mr.  McManus  spoke  on  the  present  transportation  situation, 
and  Mr.  Lillis  spoke  on  the  proper  methods  of  filing  claims. 
In  addition  to  the  above  there  were  representatives  present  from 
the  following  roads:  A.  T.  &  S.  F.,  Norfolk  &  Western.  Grand 
Trunk,  Erie,  Wheeling  &  Lake  Erie,  Chicago  &  North  Western, 
Delaware,  Lackawanna  &  Western  and  New  York  Central. 


SEEK  ADDRESSES  MIAMI  VALLEY  TRAFFIC  CLUB 

J.  H.  Beek,  executive  secretary  of  the  National  Industrial 
Traffic  League,  was  the  principal  speaker  at  the  June  meeting 
of  the  Miami  Valley  Traffic  Club,  held  in  the  Elks'  Temple  at 
Middletown,  O.,  June  6.  Mr.  Beek  sketched  a  short  history  of 
the  progress  of  railroads  in  this  country  and  made  the  assertion 
that  they  are  not  keeping  pace  in  mileage  and  equipment  with 
the  growth  of  industry.  As  a  representative  of  the  shipping 
public,  he  pleaded  for  a  fair  show  for  the  roads. 

"It  is  my  judgment  that  no  reduction  in  rates  can  be  ex- 
pected for  a  long  time.  The  expectation  of  low^ r  rates  is  seri- 
ously slowing  up  traffic,  but  high  rates  ought  not  to  hamper  ship- 
ments. 

"It  is  time  for  us  to  lay  aside  our  prejudices  against  the 
railroads,  and  solve  this  problem,  or  we  will  see  the  only  alter- 
native of  governmental  control,  and  the  people  will  be  taxed 
for  the  deficits.  I  pray  that  the  day  when  the  railroads  will  be 
the  football  of  politics,  and  have  to  sell  themselves  to  each  suc- 
ceeding administration,  may  never  come.  Our  industrial  life 
.depends  upon  our  having  an  adequate  transportation  system." 

Among  those  present  were  R.  B.  Mann,  superintendent  of 
the  B.  &  O.;  A.  B.  Hart,  of  the  Pennsylvania;  J.  L.  Roney,  D, 
E.  Smith  and  Harry  T.  Ratcliffe,  of  the  Champion  Coated  Paper 
Company,  Hamilton,  O.,  and  F.  Haergman,  traffic  manager  of  the 
National  Cash  Register  Company. 
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DEMURRAGE  ON  EMBARGOED  HAY 

(Continued   from   page  1296) 

nr.-    to   uUr   lofMtion    In    the   notices   ot   arrival,   and    fiiiiurr   m 
iimvc  cars  after  reconsinninp;  orders   had   been    Riven 

Mullen  recommended  reparation  only  on  tin>  <-;irs  which 
wt:u-ii-<l  li.'l'on-  tlie  embargoes  were  placed,  or  on  car«  that  were 
mil  i'or\\:mled  on  reconsiRnments  given  on  cars  which  hint 

icd  troin  points  of  origin  before  the  placing  of  an  embargo. 

••An  i  nihiirgo  Is  not  placed  for  the  protection  of  the  shipper" 
Mullen  proposes  the  Commission  shall  say.  "The  forwarding  of 
ears  to  an  embargoed  point  does  not  of  itself  operate  to  relieve 
a  consignee  from  demurrage  charges." 

On  that  theory  a  consignee  commission  merchant  who  ac- 
cepta  a  oar  sent  to  him  by  a  consignor  with  whom  he  had  not 
made  a  prior  arrangement,  can  relieve  himself  from  liability 
for  demurrage  on  a  oar  accepted  by  the  railroad  agent  in  dls- 
ml  til  an  embargo  only  by  refusing  the  shipment,  thereb; 
running  the  risk  of  being  placed  on  the  no  credit  list  of  the 
railroad,  or  ol  having  a  consignor,  whose  business  is  desirable, 
lake  olTense  over  the  refusal  of  a  car  forwarded  in  disregard 
of  an  embargo,  to  a  consignee  who  had  relied  on  that  embargo 
to  protect  himself  against  the  receipt  of  cars  that  might  be 
offered  in  violation  of  the  embargo. 

RATES  ON  STONE  IN  AND  FROM  INDIANA 
Kxaminer  P.  H.  Barclay  has  recommended  the  dismissal  of 
No.  11423.  Bedford  Cut.  Stone  Co.  et  al.  vs.  C.  I.  &  L.,  Director- 
Ceneral,  et.  al.,  and  No.  11335,  Ingalls  Stone  Co.  vs.  Director- 
general  et  al.,  on  a  holding  that  rates  on  stone  from  quarries  to 
mills  and  other  similar  inter-plant  movement  on  the  lines  of  the 
C.  I.  &  L.  and  C.  T.  H.  &  S.  E.  in  the  Indiana  limestone  district, 
and  the  outbound  interstate  rates  from  that  district,  have  not 
i  shown  to  have  been  or  to  be  unreasonable  or  otherwise 
vlolative  of  the  interstate  commerce  law.  The  prayer  was  for 
reparation  on  shipments  which  had  moved  since  January  1,  1916, 
and  the  establishment  of  reasonable  and  non-prejudicial  rates  for 
the  future. 


RATES  AND  ROUTES  ON  CEREALS 

A  recommendation  that  the  complaint  be  dismissed  has  been 
made  by  Examiner  Richard  T.  Eddy  in  a  report  on  No.  116GO, 
Traffic  Bureau  of  the  Chamber  of  Commerce  of  Phoenix,  Ariz., 
vs.  Abilene  &  Southern,  Director-General,  et  al.,  on  a  holding 
that  rates  on  cereals,  carloads,  from  El  Paso,  Tex.,  and  defined 
territory  groups,  to  Phoenix,  Tempe  and  Mesa,  Ariz.,  are  not 
unreasonable  or  otherwise  unlawful.  He  also  recommended  a 
denial  of  the  prayer  for  establishment  of  through  routes  and 
joint  rates  on  cereals  in  carloads  from  El  Paso,  Tex.,  via  the 
Southern  Pacific  System  lines  through  Phoenix  to  points  on  the 
Santa  Fe  between  Phoenix  and  Mojave,  Cal.,  and  points  on  both 
the  Santa  Fe  and  Southern  Pacific  beyond  Mojave. 


IMPORT  RATE  ON  DRIED  EGG  YOLK 

A  finding  of  unreasonableness  as  to  part  of  the  transporta- 
tion charges  received  for  services  within  the  United  States  has 
been  recommended  by  Examiner  Elmer  L.  Beach,  in  a  report  on 


No.    11872.    Arnhnlil    llm       VK.    Director  i;.-n<  r;il    :i«    nupnt 
Complainant    iilN-m-cl    HM>    :|>f>   diai^n   mi    .1    . 
yolk  from  Vancouver.  II.  c,  to  ll»ltlinoi.-   ...  irlnnlln*  In 

China,    weii-    inn.. i  ,  ion    of    |uri«dirtion    wax 

and    Ili-iic  h    i  •  .  il   :i   holding   thai 

ol  Hi.-  Coniiiil.Hsion  extended  only  to  that  purl  of  tin-  Tjinapor- 
tation  within  the  1'nltcd  Statpn.  The  shipment  In  Kiln  en««-  wax 
made  in  July,  mix.  A  first  «! 

lected.       ll.-ach    recoiiim.  uded    a    holding    that    the    snti-.-., 
established  rate  of  $2.">li  would  haw-  li.-i-ti  r.  :i  n  lhl« 

valuable  traffic  worth  about  Co  rents  a  pound.  That  rate  would 
have  yielded  16  mills  on  a  haul  of  :'..IIIH>  miles. 


EFFECTIVE  DATE  OF  MONTANA  RATE  ORDER 

The   Commission    has    postponed    tin-   eff.-<-tive   date.    In    No. 
118CO,  Montana  Kates  ami   Karcs.  from  .lunc  10  until  the  further 
order  of  the  ('ommisxlnii.    The  application  for  poHtponement  wan 
made  by  the  Hnrlinelon  and  other  railroads  having  cnmpl 
.-•tale  rale  situations  to  ileal   with   in   Montana  anrl  other 
not  only  on  account  of  the  Commission's   derision   In   HIP   Mon- 
tana state  rate  case,  hut   also  In   the  Holmes  &   Hallowell  can*. 

Acqu're  an  Expert  Knowledge  of 

TRAFFIC  MANAGEMENT 

Would  you  lie  able  to  >«ve  more  money  in  (hipping?-  to  reap 
greater  benefit    from   lh<<  interstate  commerce  rulinsiT—  to 


and   truffle   eitruti***.     Write   for  ratahw  «* 
low  rat  monthly  parmrot  plan. 

USALLE  EXTENSION  UNIVERSITY 

Department  695-  TB      CHICAGO,  ILLINOIS 

The  l.anjrtl  lltititttn  Training  /luMufio*  i*  Hi  WtfU 


POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMANC 
•  nd  THE  TRAFFIC  WORLD  Is  the  logical  medium  for  getting  th 
men  and  the  positions  in.  touch  with  each  other.  The  rates  to 
-Inssifled  advertisements  ars  as  follows:  First  Insertion.  ll.M  pe. 
Ine:  minimum  charge.  J3.00;  succeeding  Insertions,  per  line.  60c;  U 
words  to  the  line:  numbers  and  abbreviations  counted  as  word* 
I  point  type;  payable  In  advance.  Answers  to  keyed  advertisement* 
forwarded  fr.  n  and  nil  correspondence  ln-l'l  i-.  itrtel  <  iTif'.ti'-no-.  ft.- 
TRAFFIC  WORLD.  418  South  Market  Street.  Chicago.  III. 

SITUATION   WANTED—  Yoitnp  Am.  ri.-.'ui   v.-t.-ran  desires  position 

:is   ti.-illir    man.      Kiv   years'    tnuislt    main   :uxl   m-nerai    ti 

enoe.      K;imi!iar  iM«'S.   rl;thns  of  all  .•'       •          \f>  Snl  •    •  .\K<- 

twenty-six:   ni:irrieil.      AiMiv.-s   "M.    \V.    I,.."  Tr:i" 

POSITION  WANTED  —  Traffic  executive  holding  Important  rail- 
way position  qualified  as  examiner  Interstate  Commerce  Commission 
seeks  wider  Held.  Address  H.  E.  E.  301,  care  Traffic  World.  Chi- 
cago, HI. 

POSITION  WANTED—  Present  freight  rate  mnlndjii.stmcnt.  com- 
plexity of  tariffs,  claims,  etc..  unquestionably  require  attention  thor- 
oughly experienced  traffic  man.  One  meeting  all  requirements  wish.  -a 
to  make  connection  when-  efforts  resulting  advantageously  ' 
pic.  MI  will  receive  substantial  reooKnitlon.  Specialty,  Southern  t.-rri- 
tory.  "Asset,"  care  Trallic  World.  Chicago. 


R.  B.  YOUNO,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go. 

312-314-311  WILLIAMSON  STREET          P.  0.  Box  985 

Central      Storage  —  Re-Conslgnlng  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Broker*— Track    Connections    with    all     Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen'!  Association. 
Phon.  No.  4883  SAVANNAH,    GA. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 

PORTLAND,      OREGON 

OREGON  TRANSFER  COMPANY 

Eotablfehed  In  ISM 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

N*  rwiteUnc  chare*  on  carload 


SEATTLE  TRANSFER  CO. 


123  Jackson  St. 


Seattle,  Wash. 


Quick  Distribution  of  all  Pool  Can 
100,000  sq.  ft.  of  warehouse  space 
Warehouse -men  and  forwarder*. 


ROCHESTER.  NEW  YORK 

General  Storage      Forwarding      Carload  Distribution 

{Excellent  facilities  for  reshlpplns;  without  oartan.  Iiuuraat*  raJ 
U  cents.  Members  of  American  Wairhousemeira  Aaaoeiattoci  •••• 
American  Chain  of  Warehouses, 

Write  for  particulars 
B.    R.   *    P.    WAREHOUSE,    Inc.  KINO   AND    MAPLB 


EL  PASO, TEXAS 

GENERAL  STORAGE   DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200.8M  S«.  Ft.  Floor  Space  -  Rrastwf  —  BenM  —  S2M.IM  Capital 
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A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


ELASTICITY  IN  MAKING   RATES 

Editor  The  Traffic  World: 

In  your  June  11  issue  I  note,  under  the  head  of 
Topics  in  Washington,"   an   item   headed  "Penalty   for   Making 
Concessions."  . 

It  has  long  been  my  opinion  that  the  absence  of  elasticity 
or  power  on  the  part  of  the  carriers  was  a  big  handicap  both  to 
the  carriers  and  the  shippers.  If  some  method  could  be  orig- 
inated that  would  permit  the  carriers  to  meet  conditions  witnoul 
the  delay  now  necessary,  I  am  sure  it  would  be  of  great  benefit, 
and  I  really  believe  that  the  carriers,  from  my  own  experience 
lately  are  in  a  mood  to  encourage  any  visible  or  spot  traffic  that 
may  develop  by  the  publication  of  rates  that  would  permit  move- 
ment, after  being  shown  that  such  rates  were  necessary,  or 
where,  in  their  opinion,  necessary  to  move  traffic. 

I  might  mention  some  commodities  in  which  we  are  inter- 
ested on  which  movement  has  entirely  ceased  account  of  the  low 
value  of  the  commodity  and  the  high  rate  of  freight. 

R.   W.    POTEET, 
Traffic  Manager,  The  Stanley  Works. 

New  Britain,  Conn.,  June  14,  1921. 


ELEVATOR  LAND  LEASES 

Editor  The  Traffic  World: 

With  reference  to  letter  from  the  R.  E.  Jones  Company, 
Wabasha,  Minnesota,  appearing  in  The  Traffic  World  June  4, 
relative  to  elevator  land  leases  on  the  Chicago,  Milwaukee  &  St. 
Paul  Railway  Company: 

I  know  of  no  ruling  or  order  of  the  Interstate  Commerce  Com- 
mission requiring  such  rentals  to  be  based  on  the  value  of  the 
land,  plus  the  value  of  the  sidetrack,  nor  is  the  rental  in  this  case 
based  upon  such  a  formula.  It  is  based  upon  6  per  cent  of  the 
value  of  the  land  occupied. 

The  letter  from  the  Jones  Company  indicates  that  there  is 
a  misunderstanding  of  the  explanations  made  by  the  representa- 
tive of  the  St.  Paul  Company  regarding  the  reasoning  by  which 
the  value  was  arrived  at. 

In  the  past,  a  lack  of  uniformity  of  valuing  industrial  sites 
and  fixing  rentals  on  property  of  this  character  has  resulted  in 
discriminations  as  between  shippers,  that  were,  of  course,  ob- 
jectionable to  them  as  a  wh&le,  to  the  carriers,  and  to  the  gov- 
ernmental regulating  bodies.  This  has  been  particularly  true 
where  car  service  facilities  have  been  involved,  as  they  usually 
are. 

The  United  States  Railroad  Administration,  in  General  Order 
15,  laid  down  a  plan  devised  to  eliminate  discrimination  in  car 
service  facilities.  By  that  rule  industries  have  been  required 
to  pay  the  expense  of  constructing  the.  track  that  serves  them 
and  its  maintenance  thereafter;  the  ownership  of  the  track  which 
lies  on  the  company's  right  of  way  is  vested  in  the  railway  com- 
pany. This  is  now  a  practically  uniform  rule.  In  addition  to 
this  expense,  the  industry,  if  located  on  the  right  of  way  of  the 
company,  pays  a  rental  on  the  value  of  the  land  so  occupied,  or 
ff  located  off  the  company's  right  of  way,  it  must  either  rent  or 
purchase  from  private  individuals.  In  such  cases  the  total  cost 
to  the  industry  Is,  tharefore,  made  up  of  two  factors: 

(a)     The  land  value  without  trackage  facilities; 
(I))     The  cost  of  the  track. 

In  this  instance  the  St.  Paul  Railway  Company  found  a  valu- 
ation of  an  industry  site  that  had  trackage  and  car  service  avail- 
able to  it,  but  took  into  consideration  the  fact  that  the  site  did 
not  have  the  exclusive  use  of  the  trackage.    In  arriving  at  the 
value  of  the  site,  sales  and  assessments  upon  similar  and  adja- 
cent land  were  collected.    The  relevancy  of  this  information  was 
carefully  considered  and  submitted  to  three  residents,  considered 
by  their  experience  best  qualified  in   land  appraisal  work,  and 
their  opinion  was  obtained  as  to  the  value  of  the  railway  com- 
pany's land  as  an  industrial  site.    With  this  information  and  the 
experience  of  their  appraisers  in  the  town  in  question,  and  other 
)wns  as  well,  a  valuation  was  found  for  the  land  in  question, 
and  it  is  upon  the  value  of  the  land  thus  arrived  at  that  the  in- 
y  was  asked  to  pay  a  rental  charge  of  6  per  cent, 
'his  value  is,  however,  less  than  the  value  that  would  be 
plied   to  similar  and   adjacent   privately   owned   land   having 
age  facilities,  for  the  reason  that  in  this  particular  case  the 
trackage  does  not  serve  the  industry  in  question  exclusively     If 
idustry  or  individual  rents  land  fronting  on  a  paved  street, 
use  of  which  is  free  to  the  public,  the  value  of  the  land  and 
isequently  the  rental  paid  would  be  higher  than  If  there  was 


no  street  or  if  it  was  not  paved.  It  cannot  be  said,  however,  that 
the  lessee  has  been  reqired  to  lease  the  street,  or  the  portion  of 
it  fronting  on  his  ground;  it  is  the  presence  of  the  street  which 
has  enhanced  the  value  of  the  land  upon  which  the  rental  is  as- 
sessed. The  industry  is  not  charged  with  rental  on  the  railway 
company's  track.  That  impression  may  have  been  erroneously 
gained  through  discussion  of  the  cost  of  constructing  the  track 
and  what  the  value  of  the  land  would  be  without  the  enhanced 
value  resulting  therefrom. 

This  answers  the  query — Can  the  railway  company  cancel  a 
lease  on  the  grounds  of  refusal  to  lease  the  sidetrack  opposite? 

The  cost  to  this  industry  in  the  way  of  rental  is  less  than 
the  cost  to  an  industry  now  locating  on  property  of  the  railway 
company  and  which  under  the  rule  adopted  by  the  Railroad  Ad- 
ministration, the  industry  is  obliged  to  pay  the  first  cost  of  con- 
struction and  the  maintenance  of  the  track,  in  addition  to  the 
cost  of  the  land. 

In  short,  an  honest  and  careful  effort  is  being  made  to  ar- 
rive at  a  fair,  conservative  value  in  each  instance,  and  to  avoid 
discrimination  as  between  industries. 

W.  W.  K.  Sparrow, 
Assistant  to  President,  C.  M.  &  St.  P.  Ry  Co. 

Chicago,  June  9,  1921. 

THINKS  RATES  SHOULD  COME  DOWN 

Editor  The  Traffic  World: 

I  have  been  following  up  your  editorial  article  regarding 
the  proposed  reduction  in  freight  rates.  After  reading  your 
article  of  last  week,  it  seems  I  must  give  you  some  points  of 
views  you  evidently  have  overlooked  regarding  the  rate  of  ad- 
justment. 

It  is  very  evident  that  freight  rates  are  excessive  and  inas- 
much as  the  majority  of  commodities  have  dropped  in  price, 
there  is  no  good  reason  why  freight  rates  should  not  come  down 
to  what  traffic  will  bear. 

In  the  first  place  railroads  are  loaded  up  with  excessive  non- 
production  labor;  second,  normal  times  when  railroads  were 
earning  a  good  dividend  on  their  capitalization,  they  issued  a 
lot  of  bonus  stock  to  their  stockholders  and  now  they  are  com- 
pelled to  pay  the  dividends  on  this  stock.  In  other  words,  if 
railroads  were  only  to  pay  a  dividend  on  actual  value,  there  is 
no  question  but  what  their  6  per  cent  would  be  easily  earned; 
also  the  price  of  coal  is  practically  cut  in  half  and  the  price  of 
material,  fuel  and  oil  used  by  the  railroads  has  been  reduced; 
•third,  a  reduction  of  rates  would  naturally  increase  traffic  and 
divert  back  to  the  railroads  traffic  that  is  now  being  trucked  by 
auto  trucks  and  practically  all  the  automobiles  manufactured 
would  be  shipped,  instead  of  running  them  on  their  own  wheels 
from  points  of  manufacture  to  points  of  distribution.  In  other 
words  I  feel  that  with  efficient  management  together  with  non- 
production  labor  cut  down  to  a  minimum,  there  is  no  reason 
why  railroads'  would  not  earn  6  per  cent  on  their  total  value 
capital. 

In  our  line  of  business  our  freight  rates  have  increased,  as 
you  know,  40  per  cent,  which  means  that  we  pay  40  per  cent  on 
raw  material  inbound  and  40  per  cent  on  manufactured  material 
outbound;  in  other  words,  it  increases  the  cost  of  our  product 
80  per  cent. 

Sometime  £go  we  took  a  contract  for  a  thousand  tons  on  the 
old  freight  rates  and  when  finally  the  contract  was  placed,  the 
freight  rates  had  increased  this  80  per  cent,  which  meant  on 
this  contract  $16,000  additional  freight.  If  you  can  see  any 
reason  for  this  enormous  increase  I  certainly  should  like  to  know 
why.  It  is  very  evident  that  railroad  labor  should  take  their 
amount  of  cut  which  is  due  them  like  most  other  corporations — 
namely,  20  per  cent. 

In  our  district  I  happen  to  know  of  a  little  railroad  that 
during  war  times  had  one  chief  dispatcher  who  worked  ten  hours 
a  day.  Today,  this  same  railroad  under  present  conditions  has 
three  chief  dispatchers.  This  same  railroad  has  increased  its 
general  office  force  by  six_  different  titled  persons.  If  this  rail- 
road could  get  along  during  exceptionally  good  conditions  with 
less  men,  why  put  on  all  these  high  priced  men  during  a  period 
of  this  kind?  Of  course,  there  are  exceptions  and  I  fully  agree 
that  in  a  good  many  cases  the  railroads  are  entitled  to  a  fair 
rate  and  a  fair  return  but  needless  non-productive  labor  together 
with  excessive  cost  of  operation  is  the  one  thing  that  keeps  the 
railroads  from  meeting  their  obligations. 

Bethlehem  Construction  Company, 
E.  W.  Seidler,  Traffic  Manager. 

Bethlehem,  Pa.,  June  8,  1921. 
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CHANGES  IN   DOCKET 

.iring  on  No.  12460.  The  Oklahoma  National  Live  Stock 
Exchange  et  al.  vs.  Director-General,  Abilene  &  Southern    et  al 

•  I   for  hearing  at  Oklahoma  City,  Okla..  June   15,' before 
i. liner  Kephart,  is  postponed  to  a  date  to  be  hereafter  (i 
Searing  on  No.  12479,  American  shipbuilding  Co.  et  al    v«' 
is.   &  0.  et  al.,  and  No.   12479,  Sub.  No.  1,  Frank  A.  Scott  and 
.1.  o.   Katon,  receivers  for  the  Standard  Parts  Co.  vs. 
GrinT.il.    l!;iliiniore   &   Ohio,   et  al.,   assigned   for   Cleveland     O., 
June  18,  before  Examiner  Hunter,  was  postponed  to  a  date  to  be 
hereafter  fixed. 

Hearing  in  No.  12476,  Rogers  Brown  Iron  Co.  vs.  Dlrector- 
Oeneral,  D.  L.  &  W.,  et  al.,  assigned  for  June  15  at  Buffalo. 
N.  Y.,  before  Kxaminer  Quevedo,  was  canceled. 

Argument  in  No.  11868,  Northern  Potato  Traffic  Assn.  vs. 
Director-General,  A.  T.  &  S.  F.  et  al.,  assigned  for  June  16  at 
Washington,  was  canceled. 

Hearing   in   12490,  the  National  Petroleum  Assn.   et  al.   vs. 

ctor-General,  Pennsylvania  Railroad  et  al.,  assigned  for  June 
L'i>  at  Cleveland,  O.,  was  postponed  to  a  date  to  be  hereafter 
fixed. 

Hearing  in  12405,  Havana  Metal  Wheel  Co.  vs.  C.  P.  &  St.  L. 
et  al.,  assigned  for  June  21  at  Chicago  before  Examiner  Seal, 
was  canceled. 

Hearing  in  Finance  Docket  36,  application  of  the  Utah  Ter- 
minal Railway  Co.  for  a  certificate  of  public  convenience  and 
necessity,  assigned  for  June  21  at  Salt  Lake  City,  before  the 
Public  Utilities  Commission  of  Utah,  is  canceled  and  reassigned 
for  July  27  at  Salt  Lake  City,  before  the  Public  Utilities  Com- 
mission of  Utah.  <*. 


WOOD  BOXES 

Are  the  Safest  Containers 

We  Manufacture  Only 

Quality  Container*  for 

Domestic    and    Export 

Shipment* 

Box  Shocks     1-Ones     Any  Size  or  Style 

DAVID  M.  LEA  &  CO.,  Inc. 

RICHMOND,  VA. 


PETITION   FOR   REHEARING 

Complainants  in  No.  10807,  Illinois  Zinc  Company,  Matthiessen 
&  Hegeler  Zinc  Compapy  vs.  Director-General,  Missouri  Pacific, 
et  al..  have  asked  the  Commission  to  grant  a  rehearing  and  to 
modify  its  order  in  that  case. 


FREIGHT  and  PASSENGER 


C.,  I.  &  L.  NOTES  AND  BONDS 

The  Chicago,  Indianapolis  &  Louisville,  in  finance  docket  No. 
1376.  has  been  authorized  to  pledge  and  repledge  all  or  any  part 
of  13,493,000  of  first  and  general  mortgage  five  per  cent  gold 
bonds,  series  A,  as  collateral  security  for  notes  issued  under 
paragraph  9  of  section  20  (a). 


Between 
MONTREAL 
BOSTON 
and 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  and  Export  Freight  Shipment*  Solicited 

COMPANY'S  OFFICES.  Cunard  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  Su.  Telephone  Central  2050 


NEW  YORK 
BALTIMORE 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 
PORTLAND.  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


Ship  Through  the 


Port  of  Los  Angeles 

34  Steamship  Services  Reaching  Over  100  World  Ports 


LIST  OF  DIRECT  PORT  CONNECTIONS: 


Acajutla.     Salvador 
Acapulco,    Mexico 
Alexandria,    Egypt 
Ajnapala,   Honduras 
Antofagasta,   Chile 
Antwerp,   Belgium 
Arira,  Chile 
Avonmouth,    England 
Auckland,  New  Zealand 
Bahia    Blanca,   Argentina 
Balboa.    Canal    Zone 
Baltimore,   Md. 
Baltic  Port* 
Barcelona.  Spain 
Boston.   Mass. 
Bombay,    India 
Buenaventura,   Colombia 
Buenos  Ayres,  Argentina 
Calais.    France 
Calcutta.  India 
Callao,  Peru 
Cartagena,   Colombia 
Cape  Town.   South   Africa 
Cardenas,    Cuba 
Cape    San    Lucas.    Mexico 
Champerico,    Guatemala 
Charleston,  S.  C. 


Christiania,    Norway 
Christobal,  Canal  Zone 
Cienfuegos.   Cuba 
Colombo,   Ceylon 
Corinto.    Nicaragua 
Cuban   Ports 
Dairen,   Manchuria 
Ensenada,   Mexico 
Eten,   Pern 
Finnish    Ports 
Galveston,    Texas 
Genoa,  Italy 
Glasgow,  Scotland 
Gothenburg,    Sweden 
Guayaquil,  Ecuador 
Guaymas,   Mexico 
Hamburg.    Germany 
Rarve.  France 
Havana.   Cuba 
Hongkong 
Honolulu 
Hull.    England 
Iquiqne,   Chile 
Jacksonville,    Florida 
Kobe.  Japan 
La    Libertad.    Salvador 
La  Pat,  Mexico 


La   Union,  Salvador 
Liverpool 
London 

Malmo.   Sweden 
Marseilles,   France 
Mauritius 

Melbourne,   Australia 
Manila.   P.   I. 
Manzanillo.  Mexico 
Mazatlan,   Mexico 
Moji,  Japan 
Mollendo,   Pern 
Montevideo,   Uruguay 
Nagasaki,  Japan 
New  Orleans 
Neuvitas,   Cuba 
New   York 
Norfolk.    Virginia 
Paita.  Pern 
Philadelphia 
Pisco.  Pern 
Portland.   Oregon 
Port  Said 
Puerto    Colombia 
Pnntarenas.  Costa  Rira 
Rio   de    Janeiro,    Brazil 
Roiario.   Argentina 


Write  for  Illustrated  Book  and  Port  Map* 


Rotterdam 

Si.    Lucia 

Salaverry.    Pern 

Salina   Crui.    Mexico 

San    Diego 

San  Bias.  Mexico 

San   Francisco 

San  Jose  de  Guatemala 

San  Juan  Del  Sur.  Nicaragua 

Sanliago.    Cuba 

Santos.   Brazil 

Savannah.    Georgia 

Seattle 

Shanghai.   China 

Siagon.    Indo-China 

Singapore 

Stockholm.    Sweden 

Sydney.  Australia 

Taroma 

Talara.    Pern 

Topolobampo,  Mexico 

Tientsin.    China 

Valparaiso.    Chile 

Victoria.    B.    C. 

Wellington.   New   Zealand 

Wc«l    Indian    Ports 

Yokaicbl.   Japan 

Yokohama.   Japan 


Board  of  Harbor  Commissioners 

SUITE  33,  CITY  HALL,  LOS  ANGELES,  U.  S.  A. 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

iDiiests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR  INJURY  TO  GOODS 
Initial   Carrier's   Liability    Ends   on    Delivery  to    Interstate    Point 

Designated   in   Bill   of  Lading: 

(Supreme  Court  of  Mississippi.)  When  the  initial  carrier 
issues  the  bill  of  lading,  by  the  terms  of  which  it  undertakes  to 
deliver  the  interstate  shipment  at  a  certain  place,  its  contract 
is  performed  when  it  delivers  the  shipment  in  good  order  at  the 
designated  place,  and  it  is  not  liable,  under  the  Carmack  Amend- 
ment (U.  S.  Comp.  St  pp.  8604a,  8604aa),  for  damage  to  the 
shipment  while  it  is  being  transported  by  another  railroad  com- 
pany to  some  other  point  under  a  bill  of  lading  issued  by  the 
ether  company  to  the  owner  of  the  property. — Yazoo  &  M.  V.  R. 
Co.  vs.  Norman.  88  Southern  Kept.  174. 

DELAY    IN    TRANSPORTATION    OR    DELIVERY 
Reasonable  Time   for   Delivery — What  Constitutes  and   How   De- 
termined: 

(Supreme  Court  of  North  Carolina.)  What  is  a  reasonable 
time  for  delivery  of  an  express  shipment  depends  on  the  distance 
to  be  traveled,  the  situation  of  the  parties,  the  character  of  the 
goods,  and  all  the  surrounding  circumstances — Moore  Bros.  vs. 
American  Ry.  Express  Co.  107  S.  E.  Rept.  6. 

Under  ordinary  conditions,  a  delay  of  34  days  in  the  delivery 
of  an  express  shipment  from  Brockton,  Mass.,  to  Thomasville, 
X.  i'.,  would  be  unreasonable. — Ibid. 

In  an  action  to  recover  the  value  of  shoes  shipped  to  plain- 
tiffs by  defendant  express  company  under  a  contract  providing 
that,  in  case  of  failure  to  make  delivery,  claims  must  be  made 
in  writing  within  four  months  after  a  reasonable  time  for  de- 
livery had  elapsed,  evidence  offered  by  plaintiff  consignees  that 
on  account  of  war  conditions  and  an  influenza  epidemic  ship- 
ments were  much  delayed  so  that  34  days  was  not  an  unreason- 
able time  to  wait  for  delivery,  was  admissible  on  the  question 
whether  notice  of  claim  was  filed  by  plaintiff  consignees  within 
four  months  after  a  reasonable  time  for  delivery  has  elapsed. — 
Ibid. 
Liability  of  Telegraph  Company  for  Delay: 

(Supreme  Court  of  Nevada.)  Notwithstanding  Practice  Act, 
p.  115,  as  amended  by  bt.  1915,  c.  158,  declares  that  when  an 
answer  contains  new  matter  constituting  defense  or  counter- 
claim, plaintiff  shall  serve  and  file  a  reply,  etc.,  judgment  in  an 
action  against  telegraph  company  for  negligent  failure  to  deliver 
an  interstate  telegraphic  message  cannot  be  rendered  on  the 
pleadings  because  plaintiff  failed  to  reply  to  new  matter  in  the 
answer  setting  up  that  the  message  was  an  unrepeated  message, 
and  that  it  was  accepted  on  condition  that  defendant  should  be 
liable  for  mistakes  or  delays  only  to  the  amount  received  for 
transmission,  where  the  complaint  alleged  that  the  sender  in- 
formed defendant  that  it  desired  prompt  transmission  and  de- 
livery regardless  of  expense,  etc.,  and  such  averment  was 
traversed,  for  that  left  an  issue  of  fact  to  be  disposed  of. — Parks 
vs.  Western  Union  Telegraph  Co.  197  Pacific  Rept.  580. 

Whether  a  stipulation  restricting  the  liability  of  telegraph 
company  for  transmission  of  an  interstate  message  is  valid,  de- 
pends on  federal  law. — Ibid. 

New  matter  set  up  in  an  answer  is  either  in  confession  and 
avoidance  or  discharge. — Ibid. 

Where  the  trial  court  improperly  rendered  judgment  for  de- 
idant  telegraph  company  on  the  pleadings,  notwithstanding  the 
ssue  whether  the  message  was  received  under  direction  to  trans- 
t  with  diligence  regardless  of  expense,  etc.,  was  undeter- 
mined, the  question  whether  recovery  can  be  had  on  an  independ- 
it  contract  for  delay  of  an  interstate  message  received  under 
such  circumstances  where  the  only  consideration  was  the  regular 
!  for  unrepeated  messages  will  not  be  determined.— Ibid. 
CARRIAGE  OF  LIVE  STOCK 

Liability   of  Carrier  for   Failure  to   Furnish   Cars   for    Interstate 
Shipment: 

(Court  of  Appeals   of   Kentucky.)      Under   Interstate   Com- 
merce Act  1887,  p.  1  (U.  S.  Comp.  St.  p.  8563),  the  term  "trans- 
s  declared  to  embrace  all  instrumentalities  of  ship- 
ment or  carriage,  and  under  the  Hepburn  Act  of  June  29    1906 
Comp.  St.  p.  8563  (2)),  as  well  as  the  subsequent  Carmack 
Amendment  (U.  S.  Comp.  St.  pp.  8604a,  8604aa),  an  agreement  bv 
an  express  company,  which   is  included   in   the  term  "common 
rrier"  as  defined  by  the  Hepburn  Act,  to  furnish  a  car  for  an 
state  shipment,  is  not  an  independent  contract  separate  and 
listinct  from  the  contract  of  shipment;   so,  where  the  car  was 
not  furnished   within  the  time  required,  and   loss   resulted    re 
cov-ry  cannot  be  had   where   notice  was  not  given   within   the 
four-month  period  fixed  by  the  rules  of  the  Interstate  Commerce 
Commission,  for  Congress  included  in  the  term  "transportation- 


all   preliminary   services. — Cecil   vs.    Southern   Express    Co.    229 
S.  W.  Rept.  1041. 

The  liability  of  a  carrier  of  an"  interstate  shipment  under 
bill  of  lading  issued  pursuant  to  the  Interstate  Commerce  Act 
is  a  federal  question. — Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF  COMMON   CARRIERS 

Government    Requesting    Transportation    Without    Contract,    Im- 
plies Agreement  to  Pay   Established   Rate: 

(Submitted  March  22,  1921.  Decided  April  18,  1921.)  Where 
the  United  States  requested  a  railroad  company  to  furnish  trans- 
portation for  men  in  the  military  service,  and  accepted  the  serv- 
ice without  arranging  for  a  different  or  reduced  rate,  as  it 
might  under  interstate  commerce  act,  p.  9  (Comp.  St.,  p.  8595), 
it  assented  to  and  became  obligated  to  pay  the  established  rate 
of  the  carrier  under  act  July  27,  1866,  p.  5,  less  any  lawful  land 
grant  deduction,  and  it  was  error  to  determine  this  rate  by 
combining  the  party  rate  covering  a  part  only  of  the  distance 
and  the  individual  rate  for  the  remainder,  and  then  making  any 
deductions  on  account  of  land  grants. — Atchison,  T.  &  S.  F.  Ry. 
Co.  vs.  United  States,  41  Supreme  Court  Rept.  456. 
Party  Through  Rate  Not  on  File  Cannot  Be  Made  Up  of  Party 

Rate  on    File  for  Part  of  Distance  and   Individual    Rate  for 

Balance: 

The  rate  for  through  transportation  of  a  party  where  the 
carrier  had  no  through  party  rate  on  file,  is  the  individual 
through  rate  for  each  person,  not  the  combination  of  a  party 
rate,  which  had  been  filed,  applying  to  part  of  the  distance,  and 
of  the  individual  rates  for  the  rest  of  it. — Ibid. 
Application  of  Rate: 

(Circuit  Court  of  Appeals,  Eighth  Circuit.)  In  an  action 
by  a  railroad  company  to  recover  freight  on  a  shipment  of  gran- 
ite, the  question  in  issue  being  whether  it  should  be  classified 
as  monuments — granite,  *  *  *"  or  at  a  lesser  rate,  as 
"*  *  *  granite  *  *  *  blocks,  slabs  or  pieces,"  a  finding 
by  the  court,  to  which  the  case  was  tried  by  stipulation,  that 
the  shipment  should  be  classified  as  monuments,  held  sustained 
by  the  evidence,  where  it  was  billed  as  monuments,  and  defend- 
ant admitted  that  it  was  "in  some  stage  of  preparation  for 
monuments,"  and,  in  the  absence  of  any  evidence  as  to  what 
work  had  been  done  on  the  stone  or  what  remained  to  be  done 
to  complete  the  monuments. — Kimball  et  al.  vs.  Chicago,  R.  I. 
&  P.  Ry.  Co.,  271  Fed.  Rept.  469. 
Misquotation  of  Rate  by  Agent  Does  Not  Affect  Payment  of 

Lawful   Rate   by  Shipper: 

(District  court,  S.  D.,  California.)  A  misstatement  by  an 
agent  of  a  railroad  company  of  the  amount  of  a  freight  charge 
on  an  interstate  shipment,  and  its  payment  by  the  shipper,  held 
not  to  relieve  him  from  liability  for  the  lawful  rate. — Payne, 
Director-General  of  Railroads,  vs.  Clarke,  271  Fed.  Rept.  525. 
Publication  Not  Essential  to  Lawful  Rate: 

A  rate  filed  by  a  carrier  with,  and  approved  by,  the  Inter- 
state  Commerce   Commission,  constitutes   the  lawful  rate,   irre- 
spective of  its  subsequent  publication. — Ibid. 
Counterclaim  for  Damage  to  Shipment  May  Be  Pleaded  in  Action 

for  Freight  in   Federal  Court: 

In  an  action  to  recover  a  freight  charge  in  a  federal  court, 
defendant  held  entitled  to  assert  a  counterclaim  for  damage  to 
the  shipment,  where  such  counterclaim  is  permitted,  or  required, 
by  the  state  practice. — Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and   Digests  of  National  Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Reasonable  Diligence  by  Charterer  in   Loading  Is  Sufficient: 

(Circuit  Court  of  Appeals,  Ninth  Circuit.)  In  the  ab- 
sence of  a  provision  fixing  lay  days,  a  charterer  is  required  only 
to  load  with  reasonable  diligence,  to  be  determined  by  the  con- 
ditions which  affect  the  work  of  loading;  but  the  rule  of  reason- 
able diligence  applies  only  to  the  actual  loading,  and  does  not 
excuse  for  failure  to  have  a  cargo  ready  to  load. — The  Levi.  W. 
Ostrander.  Hind,  Rolph  &  Co.  et  al.  vs.  Ostrander,  271  Fed. 
Rept.  406. 

Delay  by  Charterer  in  Furnishing  Cargo  Not  Excused  by  Strikes: 
A  charterer  held  not  excused  for  failure  to  furnish  a  cargo 
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NOSA  LINE 


Monthly  Sailing;!  to  Principal  PorU 

West  Coast,  South  America — Direct  Service 
Monthly  Freight  and  Passenger  Sailings 

Leeward  ami  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominican  and  Cuban  South  Side  Ports 

Far  particulars  apply 

604-H  Queen  &  Crescent  Bldg.,  New  Orleans.  La. 

New  York  Office:  10  Hanover  St.        Chicago  Office:  646  Marnuette  Bldg. 
Cable  Address:  "Orleanship" 


Ne*v  Orleans   & 
South    American  S.S.  Co. 

INCORPORATED 


Pacific  Mail  Steamship  Co. 

Under  American  F/of-PASSENGERS  AND  FREICHT-£*fa6/i«/ie<f  Ii4» 

TRANS-PACIFIC  SERVICE 

"The  Sunshine  Belt  to  the  Orient" 
San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 

Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Shipping  Board 

steamer  Empire  State  (July   23rd);  and  pending  delivery  ' 

3   other  U.  S.  S.  B.  steamers   by   the   popular   5.  5. 

Ecuador  (June  25th)  and  5.  5.  Colombia 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 
Singapore,  Colombo,  Madras,  Calcutta 
Passenger  and  freight  sailings  monthly  by 

5.5.  Wolverine  State  (September  14th):  Grant te  State  (July  12th) 
5.  5.   Create  State  (August  13th) 

PANAMA  SERVICE 

San  Francisco  to  Mexico,  Central  America  and  Canal  Zone 

Passengers  and  freight  sailings  every  10  days,  5  steamers 

SAN  FRANCISCO-BALTIMORE  SERVICE 

(Passengers  and  Freight) 
Via  Los  Angeles  Harbor.  Manzanillo,  San  Jose  de  Guatemala,  La 

Liber  tad,  Corinto,  Panama  Canal.   Kingston,  Havana 

5.  S.  Colom  bia  sails  from  San  Francisco  July  20th.  from  Baltimore  Aug.  30th 

Also  four  Class  A  I  steel  steamers  (freight  only)  with  additional  calls  at 

San  Juan  (Porto  Rico),  Jacksonville.  Savannah.  Norfolk 

SHANGHAI-HONGKONG-CALCUTTA  SERVICE 

Between  Shanghai,  Hongkong,  Saigon,  Singapore,  Penang.  Rangoon, 

Calcutta 
Freight  only.     Sailings  every  ten  days — eight  U.  S.  S.  B.  steamers 

ROUND-THE-WORLD  SERVICE 

San  Francisco  to  Honolulu,  Yokohama.  Kobe,  Dairen.  Tientsin, 
Shanghai,  Manila,    Saigon,  Singapore,  Calcutta,   Colombo,  Bombay, 

Alexandria.   Bizerta,   Marseilles,   Barcelona,   thence   Baltimore, 
Cristobal,  Lo«  Angeles  Harbor  and  San  Francisco  (via  Panama  Canal) 

Freight  only.     Monthly  sailings — U.  S.  S.  B.  Steamers 

Through  bill*  of  lading  issued  to  and  from  points  beyond  port*  of  call 

General  Passenger  and  Ticket  office:      621  Market  St.,  San  Francisco 

General  Offices:  508  California  Street,  San  Francisco 

10  Hanover  Square.  N.  Y.      400  Exchange  Place,  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 


DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  cars  are  operated  daily   out   of  Dallas  to   Laredo  for 
Mexican  points.    Goods  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kindt 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rates  furnished 

upon  application.     Correspondence  solicited. 


DID  YOU  MISS  IT? 

The  Meeting  of 

^  National  Industrial  Traffic  League 

at  Cleveland,  May  25th  and  26th 


IF  YOU  DID 

You  will  want  a  copy  of  the  proceedings. 

The  Railroad  problem  is  equally  the  shippers'  problem. 
Mutuality  of  interest  suggests  the  necessity  for,  and 
wisdom  of,  co-operation  between  shippers  and  carriers. 

THE  LEAGUE  IS  A  NATIONAL  ORGANIZATION 
OF  SHIPPERS 

It  Is  Supported  l>y  a  large  membership. 
It  Should  Be  Supported  by  all  indus- 

trial traffic  men. 
It  is  doing  shippers'  work  —  doing  it 

effectively. 
It  would  welcome  your  assistance. 

ARE  YOU  A  MEMBER?     IF  NOT,  WHY  NOT? 

Write  today  for  a  copy  of  the  proceedings  of  the  Cleve- 
land meeting,  and  particulars  as  to  membership. 


W.  H.  CHANDLER 
President 


J.  H.  BEEK,  Executive  Secretary 

1207  Conway  Bldg.,  Chicago,  111. 


No  Waiting 


No  Writing 


No  Telephones 


No  Tariffs 


"A  child  can  find  them" 

FREIGHT  RATES 

To  and  from  points  in  the  United  States  and  Canada 

This  publication  furnishes  the  Financial,  Purchase  and  Sales  Executives' 

"MISSING  COSTS" 

Getzler's  Guide,  Inc.,  Rochester,  New  York 

Publishers  of  Loose  Leaf  Freight  Rate  Issues 


NEW  YORK,  N.  Y.,  US  Broad  St. 
PHILADELPHIA,  PA.,  308  Parkway  Bldg. 
BOSTON,  MASS.,  732  Colonial  Bldg. 


—OFFICES 

CHICAGO,  ILL.,    412  Standard    Tru.t  Bldg. 
DETROIT,  MICH.,  506  Garrick  Theater  Bid*. 


WASHINGTON,  D.  C.,  433  Mun..y  Bldg. 
SAN  FRANCISCO.  CAL..  4C1  Mark.t  St. 
LOS  ANGELES,  CAL.,  4«7  Pacific  F.l»c.  Bldt. 
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of  lumber  on  time  because  of  a  charter  provision  excepting 
strikes  or  any  other  hindrances  beyond  the  control  of  either 
party,  where,  although  there  were  strikes  after  the  contract  was 
made]  they  ceased  to  affect  the  production  of  the  mills  more 
than  a  month  before  the  time  for  loading. — Ibid. 
Demurrage  Not  Claimable  Until  Ship  Is  at  Loading  Place: 

Before  demurrage  can  be  claimed,  the  ship  must  be  at  the 
place   of  loading   contemplated    by    charter   party,   unless   pre- 
vented through  active  fault  of  the  charterer. — Ibid. 
Conspiracy  by  Union  Laborers  to  Prevent  Shipment  of  Goods  of 
Non. Union  Employer  Enjoinable: 

(Supreme  Court,  Trial  Term,  Kings  County.)  Where  union 
laborers,  including  longshoremen  and  the  like,  with  the  acqui- 
esence  of  shipping  companies,  conspired  to  prevent  shipment 
of  the  products  of  plaintiff,  an  employer  of  non-union  labor, 
plaintiff  may  maintain  an  injunction  to  compel  the  shipping  com- 
panies and  their  employes  to  cease  discrimination,  as,  if  the 
discrimination  continued,  plaintiff  would  suffer  irreparable  dam- 
age.— Burgess  Bros.  Co.,  Inc.,  vs.  Stewart  et  al.,  187  N.  Y.  Supp. 
873. 

Plan  by  Unions,  Asquiesced  in  by  Shipping  Companies,  to  Re- 
fuse to  Handle  Products  of  Non-Union  Employer,  a  "Con- 
spiracy": 

A  plan  by  unions,  such  as  that  of  longshoremen,  acquiesced 
in  by  shipping  companies,  not  to  handle  the  products  of  plaintiff, 
a  non-union  employer,  and  thus  to  prevent  transportation,  is  a 
conspiracy,  which  is  defined  as  a  combination  by  two  or  more 
persons  by  concerted  action  to  accomplish  a  criminal  or  unlaw- 
ful purpose,  or  some  purpose  not  in  itself  criminal  or  unlawful 
by  criminal  or  unlawful  means. — Ibid. 

Carriers  by  Water  Are  Required  to  Serve  the  Public  Without 
Discrimination: 

Carriers  by  water  are  required  to  serve  the  public  without 
discrimination. — Ibid. 

Discrimination  by  Shipping  Companies  and  Their  Union  Em- 
ployes Against  Employer  of  Non-Union  Labor  Held  a  Crim- 
inal Conspiracy,  so  that  They  and  Their  Agents  Could  Be 
Restrained: 

As  shipping  act,  pp.  14,  16,  17  (  U.  S.  Comp.  St.,  pp.  8146gg, 
8146hh,  8146i),  declare  that  no  carrier  by  water  may  discrimi- 
nate, that  it  shall  be  unlawful  to  subject  any  particular  person 
to  discrimination,  and  that  every  carrier  shall  establish  and 
observe  juat  and  reasonable  regulations,  a  plan  by  unionized 
employes  of  shipping  companies,  such  as  longshoremen,  to  re- 
fuse to  handle  the  products  of  plaintiff,  a  non-union  employer, 
and  thus  prevent  shipment,  which  amounted  to  a  conspiracy  in 
violation  of  Criminal  Code  U.  S.,  p.  37  (U.  S.  Comp.  St.,  p.  10201), 
may  be  enjoined,  and  the  injunction  _  should  extend  not  only  to 
the  shipping  companies,  but  to  their  agents,  stevedores,  etc., 
section  16  of  the  shipping  act  (U.  S.  Comp.  St.,  p.  8146hh)  being 
broad  enough  to  include  them.— Ibid. 


C.  C.  C.  &  ST.  L.  AND  E.  I.  &  T.  H.  STOCKS  AND  BONDS 

In  finance  docket  No.  1275,  the  Cleveland,  Cincinnati,  Chi- 
cago &  St.  Louis  has  been  authorized  to  issue  $1,052,600  of  re- 
funding and  improvement  mortgage  bonds,  series  C,  the  funds 
to  be  used  in  the  acquisition  of  the  capital  stock  of  the  Evans- 
ville,  Indianapolis  &  Terre  Haute.  In  finance  docket  No.  1373, 
issued  at  the  same  time,  the  Evansville,  Indianapolis  &  Terre 
Haute  is  authorized  to  issue  $400,000  worth  of  its  first  mort- 
gage 7  per  cent  30-year  bonds,  to  be  used  as  collateral  security 
for  a  loan  from  the  United  States  Treasury. 


SOUTHERN    RAILWAY   NOTES  AND   BONDS 

The  Southern  Railway  Company,  in  finance  docket  No.  1243, 
has  been  authorized  to  pledge  and  repledge  from  time  to  time 
until  otherwise  ordered,  all  or  part  of  $7,229,000  worth  of  de- 
velopment and  general  mortgage  4  per  cent  gold  bonds,  now 
held  in  Its  treasury,  as  collateral  security  for  any  note  or  notes 
which  may  be  issued  under  paragraph  (9)  of  section  20  (a)  of 
the  interstate  commerce  law.  In  finance  docket  No.  1118  the 
Commission  has  canceled  its  certificate  No.  65,  dated  May  16, 
1921,  in  finance  docket  No.  1041,  because  the  Southern  Railway 
Company  has  withdrawn  its  application  for  a  loan  of  $3,825,000 
from  the  United  States  under  section  210  of  the  transportation 
act.  The  order  in  No.  1041  authorized  the  Southern  Railway 
to  pledge  $5,900,000  of  its  development  and  general  mortgage 
4  per  cent  bonds,  series  A,  with  the  Secretary  of  the  Treasury 
as  security  for  the  loan.  That  authorization  has  been  vacated 
and  set  aside. 


B.  &  0.  AND  BETHLEHEM  STEEL  NOTES 
Authority  has  been  granted  by  the  Commission  to  the  Balti- 
more &  Ohio,  under  an  order  in  finance  docket  No.   1395    to 
ssume  obligation  of  liability  in  respect  of  $675,000  of  equipment 
6  per  cent  gold  notes  heretofore  Issued  by  the  Bethlehem 
Keel   Company  under  an   equipment  trust  in   connection   with 
procurement  of  549  steel  hopper  cars.    Under  the  agreement 
ftl  company  agreed  to  purchase  the  cars,  and  the  B   &  O 
has  arranged  to  obtain  title  to  the  cars,  by  assuming  the  ob- 
ligation* of  the  contract. 


Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  se-vice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  qr 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department. 
Traffic  Service  Corporation,  Colorado  Building,  Washington,  D.  C. 


Delivery  by  Carrier — What  Constitutes 

Ohio. — Question:  We  received  for  unloading  on  public  team 
track  a  carload  of  pipe.  After  removing  one  truckload  of  this 
pipe,  which  was  one-third,  their  local  claim  department  called 
us  by  phone,  notifying  us  that  the  car  had  caught  fire,  and  re- 
quested that  we  accompany  them  to  inspect  it,  which  was  done. 

Claim  was  subsequently  filed  for  labor  and  grease  in  re- 
greasing  the  pipe.  It  has  now  been  declined  with  the  following 
reason : 

"We  have  made  a  very  extensive  investigation  concerning 
this  fire  and  find  the  car  had  been  placed,  you  had  commenced 
unloading  therefrom,  the  goods  were  at  owner's  risk  and  the 
carrier's  liabilty  had  ceased,  as'  the  fire  occurred  either  from 
some  unknown  cause,  or  at  least  apparently  from  no  fault  of 
the  carrier's,  we  cannot  be  legally  held  responsible  for  this 
damage." 

Is  it  a,  fact  that  we  have  no  recourse  in  a  case  such  as  cited 
above? 

Answer:  In  its  decision  in  case  No.  299,  Michigan  Central 
R.  R.  Co.  vs.  Mark-Owen  &  Co.,  the  Supreme  Court  of  the  United 
States  on  June  1,  affirmed  the  decision  of  the  Supreme  Court  of 
Illinois  holding  the  carrier  responsible  for  the  loss  of  part  of 
a  shipment  from  a  car  after  the  car  had  been  opened  by  the 
consignee.  Under  this  decision  a  carrier  is  liable  for  the  loss 
of  goods,  and,  inferentially,  for  damage  thereto,  while  they  are 
being  unloaded  during  the  48  hours'  period  of  free  time,  from 
cars  placed  on  public  team  tracks.  The  effect  of  the  Supreme 
Court's  decision  is  to  make  a  carrier  liable,  as  a  common  carrier, 
during  the  period  of  free  time,  regardless  of  whether  or  not 
the  cars  have  been  opened  by  the  consignee,  for  the  reason  that 
delivery  of  the  property  has  not  been  made  but  access  only 
has  been  given  to  it,  that  it  may  be  removed  at  any  time  within 
the  48  hours  allowed  for  that  purpose. 
(1)  Misquotation  of  Rate.  (2)  Misbilling— Liability  of  Shipper 

Pennsylvania. — Question:  Machinery  parts  weighing  1,184 
pounds  in  six  boxes  are  shipped  from  point  A  to  point  B  via 
excess  baggage  (emergency  shipment).  Carrier  claims  machin- 
ery and  machinery  parts  will  not  be  accepted  via  excess  baggage, 
therefore  shipper  specifies  same  as  tool  equipment  (which  they 
may  be  classed  as,  because  they  are  tools  for  machines).  The 
billing  agent  charges  the  straight  baggage  rate  of  $2.56  per  hun- 
dred pounds,  but  the  agent  at  destination  claims  emergency 
shipments  are  double,  the  straight  excess  baggage  shipments 
rate,  or  $5.14  per  hundred  pounds. 

Now,  here  is  the  question:  Can  we  get  refund  of  this  pay- 
ment of  double  the  excess  baggage  rate  on  the  difference  be- 
tween the  double  rate  and  the  single  rate  on  the  basis  that  the 
agent  at  point  of  origin  advised  our  man  that  the  rate  was 
$2.56?  The  express  rate  was  $2.42  and  if  our  man  had  known 
that  he  would  be  charged  double  the  ordinary  excess  baggage 
rate  he  would  have  shipped  same  by  express.  Again,  did  he 
commit  a  violation  of  section  10  of  the  old  act,  by  specifying 
these  boxes  and  their  contents  wrong?  There  was  no  attempt 
to  secure  a  lower  rate  feloniously,  but,  on  the  other  hand,  we 
were  injured  to  the  extent  of  the  difference  between  the  double 
excess  baggage  rate  and  the  single  excess  baggage  rate,  and  1 
wish  to  know  if  we  can  recover  same. 

Answer:  (1)  While  the  Elkins  act  makes  it  unlawful  for 
carriers  to  charge  rates  other  than  those  published  in  the  pre- 
scribed manner,  the  Commission,  in  the  case  of  Ochsenrelter 
vs.  A.  T.  &  S.  F.,  33  I.  C.  C.  519,  holds  that  a  shipper  is  charged 
with  notice  of  the  lawful  tariff  rate  and  that  a  misquotation 
of  a  rate  is  not  ground  on  which  to  base  a  complaint  of  unrea- 
sonableness thereof.  There  are  also  many  court  decisions  to 
the  effect  that  a  wrong  quotation  by  a  carrier's  agent  for  an 
interstate  shipment  gives  no  right  of  action  against  a  carrier 
to  a  shipper  injured  thereby.  See  Wardlow  vs.  Andres,  180 
S.  W.  1162. 

Under  section  6  of  the  act  a  carrier  who  shall  misstate  in 
writing  the  applicable  rate  upon  written  request  made  upon  an 
agent  by  any  person  or  company  for  a  written  statement  of  the 
rate  or  charge  applicable  to  a  described  shipment  between  stated 
places  under  the  schedules  or  tariffs  to  which  such  carrier  is  a 
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HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.  Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographer*,  wide  carriage 
typewrite™,  duplicators,  printing  pren,  telephone,  meaaengerr 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 

and  We  Stand  the  Expente 
TAKE    POSSESSION    WHEN    NEXT    IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whit. Held  SemmU 


Ph»ne  Main  2X1* 


417  SOUTHERN  BUILDING 


W  Railroad  Accounting  Service 
_  Valuations— 

VV  Cost  Statistics 

'  Systems  for  Accounting  Offices 

A  corps  of  thoroughly  experienced  railroad  accountants 
and  analysts  are  available  for  the  preparation  of  Federal 
Control  and  Guaranty  Claims. 

THE  ROBERTS-PETTIJOHN-WOOD  CORPORATION 

Mills  Bldg.,  Washington,  D.  C.       Twenty  East  Jackson,  Chicago 

By  Appointment— Special  Accountants,  American  Short  Line  Railroad  Assn 

Illllll   III 


THREE  STAR  LINE 

(Ste.  les  Affreteurs  Reunis) 

REGULAR    FREIGHT    SERVICE 

BETWEEN 

NEW  YORK— PHILADELPHIA 

AND 

Casablanca,  Cadiz,  Tangiers,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  Bs/L  for  all  ports  of  Spain,  Morocco,  Algeria, 
Tunisia,  Cette,  Nice  and  Near  East 

General  Offices:  23  Bridge  Street,  New  York 
Chicago  Agent:  M.  E.  Kienappel,  142  So.  Clark  St. 

Philadelphia  Agent:  Earn  Line,  Bullitt  Building 


PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  monthly  service,  Mobile,  Pensacola 
or  Gulfport  to  Antwerp,  Ghent,  Rotterdam, 
Amsterdam  and  French  Atlantic  ports. 

Mobile/West  African  ports,  via  Azores, 
Madeira  Islands  and  Canary  Islands. 

Regular  service,  Mobile  to  all  United  States 
Pacific  Coast  ports. 


St.  Louis  Office: 
1217  Pierce  Building 

IRVING  H.  HELLER,  Manager 


Birmingham  Office: 
424-425  Chamber  of  Commerce  Bldg. 

GEORGE  C.  MCLAUGHLIN,  Manager 
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jartv    is    liable  to  a  penalty  of  $250.    This    penalty,  however, 
accrues  to  the  United  States  and  not  to  the  injured  shipper 

(2)  While  under  paragraph  3  of  section  10  of  the  interstate 
commerce  act  it  is  a  misdemeanor  for  a  shipper  to  knowingly 
r  wilfully  by  false  billing,  false  classification,  false  weighing, 
etc.,  obtain  or  attempt  to  obtain  transportation  for  such  prop- 
erty at  less  than  the  legal  rates  then  established  and  in  force, 
to  constitute  misdemeanor  under  this  section  there  must  be  a 
conscious  misrepresentation  on  the  part  of  the  shipper. 

<  of  Carrier  for  Error  as  to  Weight  in  Billing 
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movement  via  a  route  as  to  which  an  embargo  exists  and  either 
has  or  has  not  knowledge  thereof  at  the  time  the  shipment  is 
accepted  and  bill  of  lading  issued  therefor,  the  shipper  cannot 
be  required  to  pay  demurrage.  (See  John  Halfpenny  vs.  Director- 
General  et  al.,  58  I.  C.  C.  268.) 
Minimum  Class  Rate  on  Articles  Rated  Lower  in  Exceptions  to 

Classification  than   in  Classification   Proper 
California. — Question:     We  have  a  number  of  cases  of  ship- 
ments   of   carload    commodities    moving   between    points    where 
are   lower   than   the   minimum   scale   of  rates   and   would 


which  we  recently  shipped  to  a  certain  port  for  bui 
ship   was  one  car  which,  due  to  error  on  part  of  rail 
in  billing  at  point  of  origin— after  scaling— reached 
showing  loss  of  10,000  pounds  and  was  delivered  ship  and  paid 
for  by  ship's  agent  on  billed  basis.    We  later  filed  claim  with 
railroad  at  fault,  but  they  now  decline  payment,  also  calling 
us  for  payment  of  undercharge,  and  requesting  that  we  handl. 
with  ship  for  reimbursement  of  lost  tonnage,  this  tonnage  not 
actually  having  been  lost  in  transit,  but  was  simply  an  error 
made    by    railroad    agent.    We,  of    course,  cannot    amend    bill 
against  the  ship.     Can  the  railroad  be  made  to  pay  for  its  agent  s 

P  Answer:  While  there  are  decisions  of  the  courts  which  hold 
that  the  carrier  is  liable  in  damages  to  a  third  party  who  relies 
upon  a  statement  of  quantity  contained  in  a  bill  of  lading  when 
a  lesser  amount  is  delivered  than  the  bill  of  lading  states  was 
received  at  origin,  we  know  of  no  decisions  which  pass  on  the 
liability  of  a  carrier  for  an  error  on  the  part  of  its  agent  in 
stating  a  lesser  amount  in  the  bill  of  lading  than  was  actually 
delivered  to  the  carrier.  It  is  our  opinion,  however,  that  inas- 
much as  you  have  proof  of  the  delivery  of  a  greater  amount 
to  the  carrier  than  was  shown  in  the  bill  of  lading,  you  should 
proceed  to  collect  from  the  ship's  agent  for  the  10,000  pounds 
of  coal  which  was  actually  received  by  him  over  and  above  the 
amount  paid  for.  Furthermore,  that  if  the  carrier  actually  trans- 
ported the  additional  10,000  pounds  of  freight,  freight  charges 
must  be  paid  thereon  in  addition  to  the  amount  of  freight 
charges  collected  based  upon  the  weight  shown  in  the  bill  of 
lading. 

Demurrage — Resulting  from  Embargo 

Oregon.— Question:  What  has  the  Interstate  Commerce 
Commission  ruled  as  to  the  validity  of  railroad  embargoes?  In 
March,  1917,  we  loaded  a  carload  for  Jersey  City,  N.  J.,  to  which 
point  at  that  time  the  New  York  Central  had  an  embargo  in 
effect.  But  car  was  accepted  by  the  N.  P.,  and,  as  to  eastern 
routing,  bill  of  lading  simply  carried  notation,  "West  Shore  Rail- 
way delivery  preferred."  This  was  account  consignees  being 
located  on  the  West  Shore  and  having  West  Shore  sidetrack. 

When  our  car  arrived  at  Minnesota  Transfer  the  Erie  Railroad 
was  open  and  shipment  was  routed  over  that  line,  with  waybill 
still  carrying  notation  "West  Shore  delivery  preferred."  Deliv- 
ery from  the  Erie  to  the  West  Shore  could  not  be  accomplished 
and  upon  arrival  of  car  at  Jersey  City  consignees  were  notified 
by  the  Erie  and  told  that  delivery  had  to  be  taken  from  their 
line.  This  necessitated  trucking  the  material  a  considerable 
distance  at  an  expense  of  over  $40,  although  car  could  have 
been  switched  from  the  Erie  to  the  West  Shore  at  Jersey  City 
for  $20,  which  switching,  however,  the  Erie  was  impotent  to 
do  on  account  of  congestion.  It  seems  to  us  that  the  charge 
our  customer  was  put  to  for  having  to  take  truck  delivery  of 
this  material  should  be  refunded  by  the  railroads,  as  is  it  not 
a  fact  that  acceptance  of  the  shipment  by  originating  line  is 
tantamount  to  an  agreement  to  deliver  same  at  the  lowest  pub- 
lished rate  if  routing  is  left  open? 

In  your  answer  also  state  if  shipper  is  liable  for  demurrage 
on  a  shipment  account  refusal  of  connecting  line  to  accept  be- 
cause of  an  embargo,  although  shipment  was  accepted  by  origi- 
nating line  without  any  question  of  possible  embargo  being  en- 
countered. 

Answer:  In  Docket  8884,  Baltimore  Chamber  of  Commerce 
vs.  B.  &  O.  R.  R.  Co.  fit  al.,  45  I.  C.  C.  40,  the  Commission  said: 
"The  act  to  regulate  commerce  does  not  inhibit  the  declaration 
of  an  embargo  by  a  carrier,  and  the  advisability  or  the  necessity 
of  declaring  embaroges  is  a  matter  of  policy  to  be  determined 
in  the  first  'instance  by  the  carrier.  Penna.  R.  R.  vs.  Puritan 
Coal  Co.,  237  U.  S.  121,  133.  Our. jurisdiction  is  limited  to  de- 
termining the  lawfulness  of  the  practices  in  this  respect  and 
to  requiring,  after  full  hearing,  the  establishment  and  mainte- 
nance of  such  regulations  or  practices  as  we  may  find  to  be 
Just,  fair  and  reasonable,  except  as  that  jurisdiction  has  been 
enlarged  by  the  amendment  to  section  1  of  the  act,  approved 
May  29,  1917,  after  the  submission  of  this  case,  and  therefore 
not  here  considered." 

f  the  Erie  Railroad  could  have  made  switch  delivery  to 
the  West  Shore  and  was  making  such  delivery  for  others,  al- 
though subject  to  delay,  It  was  the  duty  of  that  carrier  to  make 
such  delivery  in  the  instant  case  if  the  consignee  so  desired, 
and.  therefore,  It  is  liable,  In  our  opinion,  for  the  difference  be- 
the  switching  charge  and  the  amount  paid  for  drayage. 

In  the  event  the  originating  carrier  accepts  a  shipment  for 


provided  by  current  Western  Classification 
exception  sheet  to  said  classification."  Rule 
45-A,  page  21,  states  that  no  rate  will  be  applied  which  is  lower 
than'  for  the  'respective  classes  as  shown  below  in  the  current 
classification,  no  mention  being  made  of  the  exception  sheet. 
Assuming  that  class  C  is  provided  by  the  classification  and  class 
E  by  the  exception  sheet,  would  we  be  correct  in  using  class  ( 
as  the  minimum  rate? 

Answer:     In  applying  the  provisions  of  the  rule  relating  t 
the  minimum  class   rate,   if  the   article  takes  a  lower  class  in 
the  exception   sheet,   the   minimum   class   rate   for  the   class   at 
which  the   article   is   rated   in   the   classification   proper,   is   the 
basis  on  which  freight  charges  should  be  assessed. 
Application   of   Rates 

Indiana. — Question:  We  have  had  several  cars  of  scrap 
strawboard  and  boxboard  shipped  into  our  mill  here.  The  car- 
riers assess  us  the  sixth  class  rate.  There  is  a  specific  item  in 
the  classification  which  gives  sixth  class  rate  to  this  commodity, 
but  at  the  same  time,  under  Morris"  130-L,  Exceptions  to  the 
Official  Classification,  you  find  a  rating  of  90  per  cent  of  the 
sixth  class  rate  to  apply  on  board;  all  kinds,  including  binder- 
board,  strawboard,  chipboard,  etc.  The  shipments  we  receive 
are  nothing  else  than  strawboard  or  chipboard,  although  torn 
into  small  pieces.  It  is  a  case  where  the  raw  material  shipped 
into  our  plant  here  is  charged  more  than  the  finished  product. 
Would  you  consider  that  the  fact  that  the  scrap  strawboard  was 
torn  into  small  pieces  would  prohibit  the  application  of  the  £ 
per  cent  of  the  sixth  class  rate? 

Answer:  W.  J.  Kelly's  Exceptions  130-L,  I.  C.  C.  851,  on 
page  101,  provides,  "The  ratings,  rulings  and  weights  herein 
provided  for  will  take  precedence  over  ratings,  rulings  and 
weights  provided  for  in  Offlcial  Classification  on  the  same  arti- 
cles. In  the  Offlcial  Classification  there  is  a  specific  rating  of 
sixth  class  on  scrap  strawboard,  but  there  is  no  rating  in  the 
Exceptions  referred  to  above  on  that  commodity.  Inasmuch  as 
the  Exceptions  do  not  provide  a  rating  on  scrap  strawboard,  the 
carrier  must  collect  charges  on  basis  of  the  sixth  class  rate. 
It  is  our  opinion,  however,  that  the  carriers  are  not  justified  in 
charging  higher  rates  on  scrap  strawboard  than  on  strawboard. 

The  matter  should  be  handled  with  the  carriers  for  adjust- 
ment of  their  rates.  If  they  are  not  willing  to  voluntarily  ad- 
just their  rates,  then  it  will  be  necessary  for  you  to  file  a 
complaint  with  the  Interstate  Commerce  Commission. 

Terminal   Service  for  Carload   Express   Shipments 

Pennsylvania. — Question:  We  receive  shipments  of  wood 
patterns  for  foundry  work  in  large  quantities  and  of  a  bulky 
nature,  in  express  cars  under  the  express  service.  These  cars 
are  placed  on  interchange  tracks  adjacent  to  our  yards  and  from 
the  interchange  we  switch,  with  our  own  locomotives,  these  cars 
to  our  unloading  point;  on  this  switching  the  American  Railway 
Express  Company  made  a  charge  of  $5  plus  war  tax  of  5  per  cent. 

It  has  occurred  at  such  times  (that  is,  when  we  had  an  in- 
bound shipment)  that  we  were  in  need  of  an  express  car  to  load 
outbound  shipments  of  our  products.  The  express  company 
would  instruct  us  to  use  car  then  available  in  our  yard  and  on 
this  transaction  they  would  charge  us  another  $5  and  war  tax 
of  5  per  cent.  On  the  outbound  shipment  we  would  switch  the 
car  to  the  interchange  tracks  for  pick  up  by  Pennsylvania  Rail- 
road or  American  Railway  Express  Company. 

You  will  note  that  the  switching  is  done  by  us  in  our  yards 
from  and  to  interchange  tracks;  we  therefore  contend  that  there 
should  be  no  switching  charge  by  express  company  and,  if  their 
charge  is  in  accordance  with  tariffs,  we  think  that  there  should 
not  be  a  charge  where  the  inbound  car  was  used  for  outbound 
shipment. 

Answer:  Rule  23,  page  25  of  Official  Express  Classification 
No.  27,  G.  S.  Lee's  I.  C.  C.  1500,  reads  as  follows:  "Where  spe- 
cial switching  or  other  transportation  services,  not  performed 
by  the  express  company,  nor  provided  for  in  its  tariffs,  are  de- 
sired by  shipper  or  consignee,  the  express  company  will,  upon 
request,  act  as  agent  for  the  shipper  or  consignee  in  securing 
the  service  desired,  the  shipper  or  consignee  to  reimburse  the 
express  company  for  the  cost  of  the  same,  as  provided  in  the 
lawfully  filed  tariffs  of  the  railroad  company  performing  the 
service." 

The  charge  in  question  is  evidently  made  by  the  express 
company  to  cover  the  cost  of  the  switching  service  per- 
formed by  the  railroad  company  in  making  delivery  of  the  cars 
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Camphuis  &  Company,  Inc. 

Forwarding  Agents 

LAREDO   -   TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization   on   the   Mexican  Border 

Package  Cars  to  Mexico  City  and 
Other  Points  in  Republic  of  Mexico 

We  do  not  operate  special  trains, 
enabling  us  to  reforward  your 
shipments  on  first  available  serv- 
ice, and  insuring  quickest  possible 
delivery  at  destination. 

Traffic  in  Mexico  Improving  Daily 


Write  us  for  full  particulars  and  request 
a  copy  of  our  shipping  instructions. 


OFFICES: 

Laredo,  Texas  El  Paso,  Texas  Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.,  Mexico      Juarez,  Chih.,  Mexico 
Piedras  Negras,  Coah.,  Mexico  Mexico  City 


North  China  Line 


(Columbia  Pacific  Shipping  Company) 
OF 

PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,    Tientsin    (Taku    Bar), 

Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama  and  Kobe 

Sailing*  Every  Twenty-one  Days  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  fl.»  A-l  Steel  St..mm) 

SS  "WEST  KADER"  June  87 

SS  "WEST  KEATS"  July  18 

SS  "WEST  NIVARIA"  August  8 

SS  "VINITA"  August  89 

Transhipment  at  Shanghai   to   American    River  steamer*   for 

Nanking.    Pukow,    Hankow    and     other    open 

Yangtse  River   ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 
Sudden  &  Christenson 

General  Eastern  Agents 

44  Whitehall  St.,  New  York  City 
or 

Columbia  Pacific  Shipping  Company 

General  Office! 

Board  of  Trade  Building,  Portland,  Oregon 


The  Most  Complete  File 

of  both 

Current  and  Canceled  Tariffs 

and  the  best 

TRAFFIC  REFERENCE  LIBRARY 

In   the    World  Are  Available  to    Our   Experts 


When  you  need  Rate  Compilations  or  Comparisons,  Traffic  Analyses,  Statistical 

or  Historical  Data,  we  can  serve  you. 


Special  Service  Department 

THE   TRAFFIC    SERVICE   CORPORATION 

505   COLORADO   BLDG.  WASHINGTON,  D.  C. 
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In  question  to  your  Interchange  track.  If  so,  it  necessarily  must 
be  assessed  on  the  loaded  movement  in  either  direction,  as  the 
switching  charges  of  a  railroad  cover  either  the  movement  of 
a  loaded  car  to  an  industry  and  an  empty  out  or  the  placing 
of  an  empty  car  and  the  movement  of  a  loaded  car  out. 
Damages — Measure  of  for  Delay 

Illinois. — Question:  We  have  quite  a  number  of  shipments 
annually  on  which  it  is  shown  that  same  are  lost  on  the  out- 
bound move  from  our  warehouse  to  our  customer  or  from  our 
customer  to  our  warehouse  and  claim  is  filed  for  loss  against 
the  express  company  or  against  the  railroad  company,  as  the. 
case  may  be,  but  subsequently  it  developed  that  the  shipment 
was  located  and  returned  by  the  carriers  from  six  months  to  a 
year  after  the  original  date  on  the  bill  of  lading  or  express 
receipt. 

In  the  meantime  the  merchandise  has  depreciated  in  value, 
instead  of  same  being  valued  at  $30,  the  original  price  when 
sold  to  the  consignee  at  destination.  It  has  no  doubt  depreci- 
ated at  $25  or  less  and,  in  case  of  resale,  or  disposal  of  the 
merchandise,  we  are  compelled  to  allow  the  carrier  the  full 
amount  of  invoice  price  we  will  be  naturally  outstanding  a  loss 
of  $5. 

It  is  our  understanding  that  in  the  McCaull-Dinsmore  case 
the  value  was  determined  at  point  of  destination,  but  in  this 
case  the  shipment  was  not  delivered  to  the  original  consignee; 
on  account  of  the  negligence  of  the  carrier  it  was  returned  to 
us  at  Chicago. 

In  your  opinion  would  this  be  considered  a  contingent  move 
and  would  the  value  be  determined  upon  its  return  to  us  at 
Chicago  in  event  that  the  carrier  was  negligent  or  liable  for  the 
loss  on  the  original  outbound  move?  Would  we  be  within  our 
rights  in  demanding  that  the  carriers  reimburse  us  for  the  de- 
preciation in  value  caused  by  the  merchandise  being  out  on  the 
road  for  such  an  extreme  length  of  time?  Understand,  these 
are  not  seasonable  goods,  nor  perishable,  but  common  ordinary 
merchandise. 

Answer:  The  measure  of  damages  for  delay  to  goods  in 
transit  is  the  difference  between  the  market  value  of  the  goods 
at  destination  at  the  time  they  arrived  and  the  time  they  should 
have  arrived  in  the  usual  course  of  transportation.  It  being  the 
duty  of  the  carrier  to  notify  the  consignor  of  the  fact  that  goods 
are  unclaimed  or  refused  at  destination,  the  carrier  should  not 
return  the  goods  to  the  shipper  except  upon  the  orders  of  the 
shipper. 

We  are  therefore  of  the  opinion  that  the  carrier  is  liable 
for  the  market  value  of  the  goods  at  destination  at  the  timb 
they  should  have  arrived,  provided  there  is  an  established  mar- 
ket value  at  that  point,  in  the  absence  of  which  the  invoice  price 
is  evidence  of  the  value  at  that  point.  . 

Minimum  Weight  Prescribed  by  Tariff  Must  Be  Applied   Regard- 
less of  Size  of  Car  Furnished   Unless   Unreasonable 

Illinois. — Question:  We  ask  for  your  opinion  regarding  the 
minimum  weight  on  carload  traffic  moving  under  rates  published 
in  L.  A.  Lowrey's  Tariff  21-1,  I.  C.  C.  44. 

This  tariff  applies  between  industries  within  the  denned 
Chicago  switching  district.  The  minimum  weight  published  in 
this  tariff  is  60,000  pounds.  The  commodity  we  have  reference 
to  is  not  in  the  excepted  list  and  the  commodity  in  question  is 
loaded  in  both  open  top  and  box  car  equipment. 

A  large  percentage  of  the  cars  shipped  are  not  loaded  to 
the  required  minimum  of  60,000  pounds,  due  to  it  being  impos- 
sible to  get  sufficient  tonnage  in  that  size  car.  In  our  car 
requisitions  we  specify  the  minimum  capacity  and  cubical  feet 
required  to  ship  60,000  pounds,  but  such  cars  are  not  furnished. 
Consequently,  we  have  to  pay  freight  on  a  large  amount  of  dead 
tonnage. 

We  would,  therefore,  like  to  ascertain  if>_you  know  of  any 
decision  whereby  we  can  be  reimbursed  for  the  freight  charges 
paid  on  the  dead  freight  transported  under  the  switching  tariff 
in  question. 

Answer:  The  Commission  has  held  that  where  a  minimum 
weight  is  published  applicable  irrespective  of  the  size  of  the  car 
furnished  by  the  carrier,  that  even  though  it  is  impossible  to  load 
the  minimum  in  a  few  of  the  cars  furnished  and  used  by  the  ship- 
per, it  does  not  necessarily  follow  that  the  minimum  specified 
in  the  tariff  is  unreasonable.  Montague  &  Co.  vs  A  T  &  S  F 
'  1.  C.  C.  72;  McLoughlin  vs.  T.  &  P.  Railway  Co.'  26  I  C  c' 
307;  Briggs  &  Turivas  vs.  Director-General,  61  I.  C.  C  363 

However,  upon  proof  by  the  shipper  that  it  is  impracticable 
Impossible  to  load  the  minimum  required  by  the  tariff  of  a 
certain  commodity  in  cars  furnished  by  the  carrier    the   Com- 
ssion   will   award   reparation   for  the   difference  between  the 
•hich  were  assessed  and  those  which  would  have  been 
plicable  had  the  minimum  found  reasonable  by  the  Commission 
been  applied.     See  Larrowe  Milling  Co.  vs.  C.  W.  &  L.  E.  R.  R 
62  I.  C.  C.  145. 

Liability  of  Carrier  for  Delay  Resulting  from  Error  in  Car  Num- 
ber Inserted  in  Bill  of  Lading  by  Agent 
Michigan.— Question:     A  shipper  ordered,  from  an  agent  of 
this  company,   a   car  to  load   rye.     When  loaded  he  wanted   a 


bill  of  lading  "To  Order-Notify"  and  requested  the  agent  to 
make  out  the  bill  of  lading.  The  agent  made  the  bill  of  lading 
on  typewriter  and  inserted  the  wrong  car  number;  the  shipper 
signed  bill  of  lading  with  the  incorrect  car  number  and  deposited 
the  bill  of  lading  with  draft  in  the  bank.  The  car  number  on 
the  waybill  was  changed  by  another  agent  and,  on  arrival  at 
destination,  the  agent  declined  to  deliver  the  car  actually  re- 
ceived on  an  order  bill  of  lading  for  a  different  car  and  before 
the  matter  was  straightened  out  there  was  a  clam  for  loss  from 
damage. 

The  claim  was  filed  by  the  consignee  and  we  referred  fchem 
to  the  fact  that  the  bill  of  lading  signed  by  the  shipper  carried 
an  incorrect  car  number,  which  was  the  whole  cause  of  the 
delay  and  the  claim;  that,  while  the  agent  of  the  railroad  com- 
pany actually  made  the  bill  of  lading,  it  was  only  as  a  matter 
of  accommodation  to  the  shipper,  and  our  contention  is  that 
while  doing  so  he  was  acting  as  the  shipper's  agent  and  not  as 
the  company's. 

However,  notwithstanding  this,  they  have  put  the  claim  in 
the  hands  of  an  attorney  for  collection. 

Is  it  not  a  fact  that  the  shipper  should  make  the  bill  of 
lading,  and  the  fact  that  the  agent  did  make  it  for  the  shipper 
and  made  mistake  in  the  car  number  and  shipper  signed  bill 
of  lading  for  the  wrong  car  number,  would  not  make  the  shipper 
at  least  liable  on  account  of  contributory  negligence?  Can  you 
refer  me  to  any  authority  or  any  cases  bearing  on  this  subject? 

Answer:  As  under  the  law,  that  is,  section  20  of  the  inter- 
state commerce  act,  a  common  carrier  is  required  to  issue  a 
receipt  or  bill  of  lading  for  goods  accepted  for  transportation 
from  one  state  into  another,  it  can  hardly  be  said  that  an  agent 
of  a  carrier  is,  in  making  out  a  bill  of  lading  for  a  shipper,  doing 
so  only  as  a  matter  of  accommodation  to  the  shipper.  We  are 
therefore  of  the  opinion  that  while  it  was,  of  course,  possible 
for  the  shipper  to  have  detected  the  error  in  the  car  number 
shown  on  the  bill  of  lading,  the  proximate  cause  of  the  delay 
was  the  error  of  the  agent  in  making  out  the  bill  of  lading,  and 
that  therefore  the  carrier  would  be  held  liable  for  any  damage 
due  to  delay  in  the  delivery  of  the  shipment. 

Furthermore,  it  should  have  been  possible,  by  quick  action 
on  the  part  of  the  carrier,  to  have  straightened  out  the  matter 
in  time  to  prevent  serious  delay  in  the  shipment. 

EMERGENCY  CAR  SERVICE  ORDERS 

The  Traffic  World  Washington  Bureau 

Senator  Sutherland,  of  West  Virginia,  in  response  to  com- 
plaints that  some  coal  mines  are  discriminated  against  in  car 
supply,  has  introduced  a  bill  (S.  2003)  amending  section  1  of  the 
interstate  commerce  act  by  adding  the  following  proviso  to  sub- 
division 15  of  that  section: 

Provided,  that  nothing  contained  in  the  foregoing  subdivision  shall 
authorize  the  Commission  at  any  time  to  suspend,  modify,  cancel, 
alter  or  amend  the  provisions  of  subdivision  12  of  this  section  which 
require  equal  proportionate  distribution  of  cars  to  coal  mines. 

Subdivision  15  of  section  1  is  the  part  of  the  act  giving  the 
Commission  authority  in  time  of  emergency  to  issue  car  service 
orders  and  to  suspend  the  operation  of  any  or  all  rules,  regula- 
tions or  practices  with  respect  to  car  service. 

Subdivision  12  makes  it  the  duty  of  common  carriers  to 
make  just  and  reasonable  distribution  of  cars  for  the  transporta- 
tion of  coal  among  the  mines  served  by  them. 

Senator  Sutherland  said  complaints  had  been  made  to  him 
that  mines  served  by  the  same  railroad  were  getting  a  full  car 
supply  while  others  were  not  and  that  the  purpose  of  his  amend- 
ment was  to  secure  equitable  distribution  of  coal  cars. 

Enactment  of  the  Sutherland  bill  would  be  equivalent  to  re- 
peal of  the  Esch  car  service  part  of  the  interstate  commerce  law 
in  so  far  as  it  would  otherwise  apply  to  the  distribution  of  coal 
cars  and  make  impossible  the  control  of  coal  distribution  such 
as  was  exercised  by  the  Commission,  by  means  of  its  service 
orders,  during  the  summer  and  fall  of  1920.  The  bill  may  be 
taken  as  notice  by  the  senator  from  West  Virginia  that  he  be- 
lieves the  position  taken  by  many,  if  not  practically  all  coal  mine 
operators,  that  the  ordinary  car  distribution  rules  should  govern 
in  times  of  great  congestion  as  well  as  in  times  when  the  conges 
tion  may  not  be  regarded,  by  the  Commission,  as  constituting 
an  emergency. 

Some  of  the  coal  mine  operators  have  claimed  that,  under 
the  terms  of  subdivision  12  the  Commission  has  not  the  right 
or  the  power  to  prescribe  the  so-called  assigned  car  rule,  under 
which  an  operator  who  has  sold  the  whole  output  of  a  mine  to 
a  railroad  is  entitled  to  all  the  cars  sent  to  it  by  the  railroad 
to  which  the  coal  was  sold,  regardless  of  how  few  cars  that  rail- 
road may  be  able  to  furnish  for  other  mines  in  the  same  district. 
The  assigned  car  rule,  however,  according  to  the  understood 
position  of  the  Commission,  does  not  rest  upon  the  Esch  car 
service  part  of  the  law,  but  is  a  rule  laid  down,  in  principle,  by 
the  Commission,  under  its  power  to  prescribe  reasonable  rates, 
rules,  regulations  and  practices. 


LOAN   TO  SALT   LAKE  AND   UTAH    R.   R. 

The  Salt  Lake  &  Utah  Railroad  Company  has  applied  to  the 
Commission  for  a  loan  of  $700,000  to  be  used  in  meeting  maturi- 
ties and  for  additions  and  betterments. 
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GALVESTON 

The  Stone  Forwarding  Corporation 

220—  21st    Street 

Ocean  Freight  Brokers  and  Forwarding  Agents 

Licensed  Customs  Brokers 

Shipping  agents  attending  to  all  details  pertinent  to  the  movement  of  export 
and  import  shipments. 

Ocean  freight  engaged  and  freight  rates  quoted  on  any  and  all  steamers 
sailing  from  this  port. 

A  fully  equipped  department  is  maintained  for  the  handling  of  custom 
house  entries  and  clearances. 

An  organization  trained  and  experienced  in  the  handling  of  shipments  thru 
this  port  insuring  a  dependable  and  unsurpassed  service. 

Write  for  a  copy  of  our  latest  sailing  schedule  covering 
all  sailings  from  Galveslon,  Texas  City  and  Houston. 


r. 


STORAGE  WAREHOUSES 

(At  Ship-side) 
Largest  Concrete  DOUBLE  DECKED  Warehouse  in  the  South 

(470,565  Square  Feet  Floor  Space)  Trackage  for  140  Cars 

Modern  facilities  for  handling  all  kinds  of  commodities. 
Electric  stacking  and  hoisting  equipment.  Gasoline 
and  Electric  Tractors  and  Trailers.  Lumber  and  To- 
bacco Dollies.  Motor  Truck  Transportation. 

Galveston  is  the  logical  point  from  which  to  distribute  your 
product  throughout  TEXAS,  OKLAHOMA,  CALIFORNIA, 
ARKANSAS  and  MEXICO.  Try  carrying  a  stock  with  us. 

STORAGE     DISTRIBUTION     FORWARDING 

Write 

COTTON    CONCENTRATION   COMPANY,  INC. 

GALVESTON,  TEXAS 
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PANAMA  CANAL  TOLLS 


The  Traffic  World  Washington  Bureau 

The  Borah  bill,  exempting  American  coastwise  vessels  from 
the  payment  of  Panama  Canal  tolls,  was  ordered  favorably  re- 
ported by  unanimous  vote  of  Senate  interoceanic  canals  com- 
mittee June  13.  It  was  decided,  because  the  question  had  been 
gone  into  thoroughly  eight  years  ago,  that  further  hearings  will 
not  be  held.  In  acting  on  the  Borah  measure  the  committee 
sidetracked  bills  by  Senators  Poindexter  and  Jones  providing  for 
the  exemption  of  all  American  vessels  passing  through  the  canal 
from  payment  of  tolls. 

POINDEXTER  ANTI-STRIKE  BILL 

The  Traffic  World  Washington  Bureau 

Senator  Poindexter,  of  Washington,  announced  this  week 
he  proposed  to  urge  passage  of  his  anti-strike  bill  in  the  near 
future.  He  is  chairman  of  a  subcommittee  of  the  Senate  inter- 
state commerce  committee  to  which  the  bill  has  been  referred 
and  he  said  he  would  call  the  subcommittee  together  soon. 

"The  question  is  that  of  the  supremacy  of  government  over 
insurrection,  and  the  majority  over  the  lawless  minority,"  said 
the  senator  in  a  statement.  "Sooner  or  later  such  laws  will  in- 
evitably be  enacted.  A  great  deal  of  misconstruction  and  mis- 
representation has  been  published  in  regard  to  the  bill.  It  does 
not  propose  in  any  way  to  limit  the  right  of  any  individual  or 
group  of  individuals  to  quit  their  employment.  It  is  said  that 
it  would  impose  involuntary  servitude.  Of  course,  this  is  absurd, 
and  would  be  prohibited  by  the  Constitution,  even  if  such  a  bill 
were  enacted. 

"There  are  four  things  penalized  by  the  measure.  First, 
agitation  and  incitement,  with  the  intent  to  prevent  the  move- 
ment of  commodities  in  commerce,  through  propaganda  of  any 
kind,  to  induce  the  employes  of  the  carriers  to  quit  work. 
Second,  the  use  of  force,  violence,  threats  or  menace,  with  the 
intent  of  tying  up  commerce,  to  terrorize  or  coerce  railroad  em- 
ployes into  quitting  work.  Third,  injury  or  destruction  of  trans- 
portation property,  with  intent  to  prevent  movement  of  com- 
modities. Fourth,  conspiracy  with  intent  to  hinder,  restrain  or 
prevent  operation  of  trains  or  other  transportation  facilities. 

"It  is  in  the  interest  of  the  public  and  for  the  purpose  of 
establishing  the  rule  of  law  and  order  in  protection  of  the  vital 
interests  of  the  people  against  violence,  disorder  and  coercion." 

Senator  Poindexter  said  the  bill,  applied  to  the  railroad 
managements  as  well  as  the  employes,  and  that  some  railroads 
were  opposed  to  it. 

The  Poindexter  bill  was  passed  in  the  Senate  at  the  last 
session  when  very  few  senators  were  present.  The  vote  was  re- 
considered, however,  and  the  bill  placed  on  the  calendar  again, 
where  it  died  with  the  close  of  the  session.  It  was  reintroduced 
early  in  the  present  session. 


TRANSPORTATION   BILLS  IN  CONGRESS 

Representative  Linthicum  has  introduced  a  seasonal  coal  rate 
bill  (H.  R.  7081)  identical  with  the  bill  introduced  in  the  Senate 
by  Senator  Frelinguysen,  and  which  has  been  favorably  reported 
by  the  Senate  interstate  commerce  committee.  Representative 
Newton  introduced  a  bill  (H.  R.  7101)  against  the  Pullman  sur- 
charge of  50  per  cent.  Representative  Sanders  has  introduced 
R.  7100,  a  revised  draft  of  a  bill  previously  introduced  by  him 
to  permit  steamship  companies  which  were  under  federal  con- 
trol to  have  the  benefit  of  the  six  months'  guaranty  after  fed- 
eral control. 


BILL  TO  AMEND  CLAYTON  ACT 

Representative  Winslow,  chairman  of  the  House  committee 

state    and    foreign    commerce,    has    introduced    a    bill 

R.  6956)  identical  with  the  Senate  interstate  commerce  com- 

itte's  bill  providing  for  modification  of  section  10  of  the  Clayton 

anti-trust  act  relative  to  dealings  between  railroads  and  supply 

companies.  y  * 


SEASONAL  COAL   BILL   IN  SENATE 
Notice  was  served  In  the  Senate  by  Senator  Frelinghuysen 
»  »,  that  after  the  packer  regulation  legislation  had  been  dis- 
>sed  of  he  would  call  up  the  Senate  .interstate  commerce  com- 

m^aMn^011*1  Coal  rate  b111  (S' 1806)  and  the  coal  stabilization 
Dill   (S.  1807) . 


RELOCATION  OF  PEARL  RIVER  VALLEY  R.  R. 

The   Commission  has   dismissed   Finance   Docket  No    1236 

holding  that  it  had  no  jurisdiction  to  pass  on  the  proposed  relo- 

.tion  of  a  part  of  the  main  line  of  the  Pearl  River  Valley  Rail- 

.  in  Pearl  River  County,  Miss.     The  application  was  for 

ncate   of   public   convenience   under   paragraph    (18)    of 

The  Governor  of  Mississippi  and  the  Railroad  Com- 

lon  of  that  state  recommended  a  grant  of  the  certificate. 

railroad   company   desires   to   revise  its   line   to  avoid   ob- 

•  grades  and  curves  on  the  original  location.    The  Com- 

ield  that  the  proposed  relocation  of  the  line  would  not 


constitute   an   abandonment   within   the    meaning   of    the    inter-] 
state  commerce  law. 

LOAN   TO   M.   K.  &  T.  OF  TEXAS 

The  Commission  has  authorized  C.  E.  Schaff,  receiver  of 
the  Missouri,  Kansas  &  Texas  Railway  Company  of  Texas,  in 
finance  docket  No.  1432,  to  issue  $450,000  of  receiver's  equip- 
ment notes  and  to  pledge  them  with  the  Secretary  of  the  Treas- 
ury for  a  loan  of  like  amount  from  the  government.  The  pro- 
ceeds of  the  loan,  which  has  been  approved  by  the  Commission, 
will  be  applied  on  the  purchase  of  300  oil  tank  cars,  the  total 
cost  of  which  will  be  $902,169. 


EQUIPMENT  FOR  C.  R.  I.  &  P. 

The  Commission  has  authorized  the  Chicago,  Rock  Island  & 
Pacific  Railway  Company,  under  an  order  in  finance  docket  No. 
1426,  to  issue  six  lease  warrants  for  $158,885.54  each,  payable  to 
the  order  of  the  Pullman  Company,  in  connection  with  the  pro- 
curement of  30  steel  coaches  and  5  steel  chair  cars.  The  total 
value  of  the  equipment  is  given  as  $1,128,840,  of  which  25  per 
cent  will  be  paid  in  cash,  the  remainder  to  be  covered  by  the 
lease  warrants. 


Digest  of  New  Complaints 


No.  12799,  Sub.  No.  1.  Doullut  &  Williams  Shipbuilding  Co.,  Inc.,  New 
Orleans,  vs.  Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  C.  L.  shipments  of  lumber, 
cross-ties,  piling,  cinders,  machinery  and  other  commodities  from 
points  in  Illinois,  Louisiana  and  Mississippi  to  Seabrook,  La.  Asks 
reparation. 

No.  12800.  A.  B.  Haslacher  and  P.  G.  E.  Lange,  doing  business  as 
California  Grain  Co.,  San  Francisco,  Calif.,  vs.  Sacramento  North- 
ern and  Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  barley  from  various  California 
points  to  Manitowoc.  Wis.  Asks  reparation. 

No.  12801.  Mason  City  Brick  and  Tile  Co.  et  al.,  Mason  City,  la.,  vs. 
Payne,  as  agent. 

Unjust,  unreasonable,  unduly  discriminatory  and  unduly  preju- 
dicial rates  on  drain  tile  from  Mason  City,  la.,  to  various  inter- 
state destinations  because  increase  of  2c  per  100  Ibs.  was  applied 
under  alleged  misinterpretation  of  G.  O.  28.  Asks  reparation. 

No.  12802.  A.  B.  Haslacher  and  F.  G.  B.  Lange,  doing  business  as 
California  Grain  Co.,  San  Francisco,  Calif.,  vs.  Payne,  as  agent. 

Unjust  and  unreasonable  rate  on  brewers'  rice  to  be  milled  into 
flour  from  Seattle  and  Tacoma,  Wash.,  to  Sioux  City,  la.,  because 
it  exceeded  contemporaneous  rate  on  rice  flour  between  those 
points.  Asks  reparation. 

No.  12803.  Southern  Ohio  Power  Co.,  Augusta,  Me.,  vs.  Hocking  Val- 
ley and  Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  coal  from  mines  near  Fleet- 
wood,  O.,  to  power  plant  operated  by  complainant  at  that  point. 
Asks  reparation. 

No.  12804.  Queen  City  Iron  and  Metal  Co.,  Charlotte,  N.  C.,  vs.  Sea- 
board Air  Line,  Payne  et  al. 

Unjust  and  unreasonable  rate  of  52c  per  100  Ibs.  on  scrap  iron 
from  Andrews,  S.  O.,  to  Harrisburg,  Pa.,  in  that  it  exceeded  rate 
of  $5.40  per  ton  of  2,240  Ibs.  Asks  cease  and  desist  order  and 
reparation. 

No.  12805.  The  Schuhle  Pure  Grape  Juice  Co.,  Inc.,  et  al.,  Highland, 
N.  Y.,  vs.  N.  Y.  N.  H.  &  H.,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  three  cars  of  grape  juice  from 
Highland,  N.  Y.,  to  Houston,  Tex.,  because  rate  of  $1.64  instead 
of  85%c  per  100  Ibs.  was  applied.  Asks  reparation. 

No.  12806.  Roxana  Petroleum  Corporation,  St.  Louis,  Mo.,  vs.  Chicago 
&  Alton,  Payne  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unjustly 
prejudicial  rates  on  petroleum  oils  from  Roxana  to  Federal  and 
Alton,  111.,  during  period  January  1.  1919,  to  February  29.  1920.  as 
compared  with  rates  from  Wood  River  to  Glass  Works,  111.  Asks 
reparation. 

No.  12806,  Sub.  No.  1.  Roxana  Petroleum  Corporation  vs.  Chicago  & 
Alton  et  al. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  fuel 
oil  from  Roxana  to  Alton  and  Federal,  111.,  during  period  March 
1,  1920,  to  August  31,  1920,  as  compared  with  rates  from  Wood 
River  to  Glass  Works,  111.  Asks  reparation. 

No.  12807.  California  and  Hawaiian  Sugar  Refining  Corporation  et  al. 
vs.  A.  T.  &  S.  F.  et  al. 

Unjust,  unreasonable,  unduly  discriminatory  and  unjustly  pref- 
erential C.  L.  rates  and  minimum  weights  on  sugar  from  points  in 
California  to  various  interstate  destinations.  Asks  cease  and 
desist  order,  reasonable  and  non-discriminatory  rates  and  mini- 
mum weights. 

No.  12808.  The  J.  G.  Brill  Co.,  Philadelphia,  Pa.,  vs.  Philadelphia,  Bal- 
timore &  Washington  et  al. 

Unjust  and  unreasonable  demurrage  charges  on  seven  cars  of 
car  trucks  and  four  cars  of  car  truck  frames  from  Gray's  Ferry 
Station,  Philadelphia,  Pa.,  to  Washington  Avenue  Wharf,  Phila- 
relphia,  Pa.,  for  export  to  South  Africa  and  Japan,  in  that  they 
exceeded  the  ground  storage  rate.  Asks  reparation. 

No.  12809.  East  Springfield  (Mass.)  Citizens'  Club  et  al.  vs.  American 
Ry.  Express  Co. 

Alleges  that  defendant  has  refused  to  furnish  delivery  and  pick- 
up service  to  complainants  doing  business  in  section  of  Springfield, 
Mass..  known  as  East  Springfield,  while  it  furnishes  such  service 
to  other  sections  of  thai  city.  Asks  cease  and  desist  order  and 
establishment  of  delivery  and  pick-up  service. 

No.  12810.  Columbia  Quarry  Co.,  Valmeyer,  III.,  vs.  Payne,  as  agent. 
Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rate  of  70c  per  ton  on  stone  from  Valmeyer.  111.,  to  East 
St.  Louis,  111.,  and  points  within  the  switching  limits  thereof,  in 
that  it  exceeded  rate  of  SOc  and  as  compared  with  rates  from 
quarries  near  Chester  and  Falling  Springs.  111.,  in  period  from  July 
1.  1918,  to  October  25,  191S.  Asks  reparation. 

No.  12811.     Globe  Cotton  Oil  Mills,  Los  Angeles,  Calif.,  vs.  Payne,  aq 
agent. 

Unjust  and  unreasonable  rates  on  two  carloads  of  sesame  seed 
from  San  Francisco  to  Los  Angeles,  Calif.  Asks  reparation. 
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EVERY  STEP 

From  Start  to  Finish 

In  Both  Freight  Rate  and 
Classification  Change 


Is  Now  Promptly  Told  of 


in 


fhc  Traffic  Bulletin 


The  Information  Regularly  Carried  in  This 
Publication  Includes  the  Following: 

1 — Released  Rate  Orders 

2 — Fourth  Section  Orders 

3 — Sixth  Section  Orders 

4 — Investigation  and  Suspension  Orders 

5 — Suspension  Orders  Vacated 

6 — New  Tariffs  and  Supplements  Filed  with  the  I.  C.  C. 

7— Tariffs  Rejected  by  the  I.  C.  C. 

8— Express  Tariffs  Filed  with  the  I.  C.  C. 

9 — Shipping  Board  Tariffs 
10 — Adoption  Notices 
11 — Central  Freight  Association  Docket 
12 — Central  Freight  Association  Hearings 
13— C.  F.  A.  Coal,  Coke  and  Iron  Ore  Docket 
14 — New  England  Freight  Association  Docket 
15 — New  England  Freight  Association  Hearings 
16 — Southern  Rate  Committee  Docket 
17 — Southwestern  Freight  Bureau  Docket 
18 — Southwestern  Freight  Bureau  Hearings 
19 — Texas  Freight  Bureau  Docket 
20 — Trunk  Line  Association  Docket 
21 — Trunk  Line  Association  Hearings 
22 — Trunk  Line  Coal  and  Coke  Docket 
23 — Trunk  Line  Coal  and  Coke  Hearings 
24 — Perishable  Freight  Committee  Docket 
25— Western  Trunk  Line  Docket 
26 — Western  Trunk  Line  Hearings 
27 — Transcontinental  Freight  Bureau  Docket 
28 — Southern  Ports  Foreign  Freight  Docket 
29 — Consolidated  Classification  Docket 
30 — Embargo  Notices,  Modifications  and  Cancellations 
31 — Steamship  Sailings 

5amp/e»  and  full  information  free  on  rcquett 

The  Traffic  Service  Corporation 

Publishers  THE  TRAFFIC  WOBLD 

418  South  Market  St.,  Chicago 


Serving  the 
Great  Southwest 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


MISS 


R        I 


The  new  era  of  transportation 
demands  personal  service.  We 
undertake  to  render  this  service. 
Let  us  assist'you  in  solving  your 
transportation  problems.  Our 
organization  istrained  and  facil- 
ities provided  for  this  purpose. 


No  bothersome  large  terminals, 
coupled  with  through  freight 
trains,  assures  continuous 
movement  between  Missouri 
River  and  Mississippi  River 
gateways  and  Oklahoma, Texas 
and  Texas  Gulf  Ports.  Mark 
your  bill  of  lading  K.  O.  &  G., 
we  do  the  rest. 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo., 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  6828. 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  X  3950. 

Mr.  F.  A.  Layman,  General  Agent, 
729  Wabash  Bldg.,  Pittsburgh,  Pa. 


Phone  Court  4601-2. 


Mr.  D.  R.  Peck,  General  Agent, 
208  S.  La  Salic  St.,  Chicago,  111. 


Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 
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Docket  of  the  Commission 


Note.  Itemi  In  the  Docket  markea  with  an  asterisk  (•)  are  new, 
Having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  in 
this  Docket  will  be  noted  elsewhere. 

June  20 — Argument  at  Washington,  D.  C. : 
12066— Construction   and    repair   of   railway    equipment    (locomotive 

equipment  of  the  Pa.  R.  R.  and  affiliated  lines). 
June  20 — Albany,  N.  Y. — Examiner  Quevedo: 

12480— Davison  &  Namack  Foundry  Co.  vs.  Pa.  R.  R.  et  al. 
June  20 — St.  Louis,  Mo. — Examiner  Eddy: 

•12464 — Monsanto  Chemical  Works  vs.  A.  T.  &  S.  F.  et  al. 
12463— Monsanto  Chemical  Works  vs.  B.  &  O.  et  al. 
June  20 — San  Francisco.  Calif. — Examiner  Flynn: 
12410— Fageol  Motors  Co.,  Inc.,  vs.  C.  M.  &  St.  P.  et  al. 
12410   (Sub.    No.   1)— Moreland   Motor  Truck  Co.,  Inc.,   vs.   C.   M.   & 

St.  P.  et  al. 

June  20— Chicago,  111.— Examiner  Woodrow: 

11892 — Mississippi-Warrior  Service  vs.  Abilene  &  Southern  et  al. 
11g93 — Mississippi -Warrior  Service  vs.  Abilene  &  Southern  et  al. 
June  20 — Chicago.  111. — Examiner  Seal: 

12189 — Indiana  Reduction  Co.  vs.  Director  General. 
12433— Pacific  Creamery  Co.  vs.  A.  T.  &  S.  F.  et  al. 
June  20— Memphis.  Tenn. — Examiner  Pitt: 
9702 — Memphis  southwestern  investigation. 
7304 — City  of  Memphis  et  al.  vs.  C.  R.  I.  &  P.  et  al. 
9927 — Railroad  Commission  of  Arkansas  et  al.  vs.  Arkansas  Central 

et  al. 
9886— Chamber  of  Commerce,  Monroe.  La.,  vs.  Arkansas  &  Louisiana 

Midland  et  al. 

10084 — Natchez  Chamber  of  Commerce  vs.  Natchez  &  Southern  et  al. 
6390— Memphis  Freight  Bureau  vs.  St.  L.  I.  M.  &  S.  Ry.  et  al. 
10418 — Arkansas  Jobbers  and  Manufacturers  Assn.  vs.  C.  R.  I.  &  P. 

Ry.  et  al. 
10419 — Arkansas    Jobbers    and    Manufacturers    Assn.    vs.    Beaumont, 

Sour  Lake  &  Western  Ry.  et  al. 

7250— Shreveport  Chamber  of  Commerce  et  al.  vs.  A.  &  V.  Ry.  et  al. 
Portions  of  numerous  fourth  section  applications  which  have  been 
consolidated  with  the  above  cases. 
June  21 — Norfolk.   Va. — Examiner  Barclay: 
*  12066— Construction    and    repair    of    railway    equipment    (locomotive 

equipment  of  the  S.  A.  L.  Ry.). 
June  21 — Washington,  D.  C. — Examiner  Clarke: 

Finance   Docket   1210 — Application   of  the   Northern   Pacific  Ry.   Co. 
for  authority  to  acquire  the  capital   stock  and  the   properties  of 
the  Billings  &  Central  Montana  Ry.  Co. 
June  21 — San  Francisco,  Calif. — Examiner  Flynn: 
12724— Walter  T.  Varney  vs.  U.  P.  et  al. 
12411— Earl  P.  Cooper  vs.  C.  R.  I.  &  P.  et  al. 
12340 — Agate  Products  Co.  vs.  Director  General. 
June  21 — St.  Louis,  Mo. — Examiner  Eddy: 
12526 — Standard  Rail  and  Steel  Co.  vs.  C.   R.   I.   &  P.   and  Director 

General. 

Portions  of  Fourth  Section  Application  2104 — W.  H.  Hosmer. 
12528 — Standard  Rail  and  Steel  Co.  vs.  L.  &  N.  et  al.  .    . 

Portions  of  Fourth   Section   Applications   1606,    C.    E.    Fulton:    1952 

L.  &  N.  R.  R.;  2060.  J.  F.  Tucker. 
12527 — Standard  Rail  and  Steel  Co.  vs.  Wabash  et  al. 
12525 — Standard  Rail  and  Steel  Co.  vs.  Mo.  Pac.  et  al. 
June   21— Atlantic    City.    N.   J. — Commissioner   Lewis    and    Examiner 

Pattison: 

12031  and  Sub.  Nos.  1  to  6 — The  Republic  of  France  vs.  Director  Gen- 
eral et  al. 

54  and  Sub.  No.  1 — The  Republic  of  France  vs.  Director  General 
258 — The  Republic  of  France  vs.  Director  General  et  al 
520 — The  Republic  of  France  vs.  Director  General. 
13387  and  Sub.  No.  1 — The  Republic  of  France  vs.  Director  General 
et  al. 

588— The  Republic  of  France  vs.  Director  General  et  al. 
12438  and  Sub,  No.  1— The  Republic  of  France  vs.  Director  General 

et  al. 
12439 — The  Republic  of  France  vs.  Director  General  et  al 

12440  and  Sub.   Nos.   1   and   2— The  Republic  of  France  vs.  Director 
General  et  al. 

12441  and  Sub.  No.  1— The  Republic  of  France  vs.  Director  General 
et  al. 

12442  and  Sub.  No.  1— The  Republic  of  France  vs.  Director  General 
et  al. 

12£<3  and  Sub.  No.  1— The  Republic  of  France  vs.  Director  General 

12444  and  Sub.   Nos.  1   and  2— The  Republic  of  France  vs.  Director 

General  et  al. 
12445-12453— The  Republic  of  France  vs.  Director  General 

^jfSub.  Nos.  1  and  2)— The  Republic  of  France  vs.  Director  Gen- 

12679 — The  Republic  of  France  vs    B.  &  O 
582— The  Republic  of  France  vs.  West  Shore  et  al 

12687— The  Republic  of  France  vs.  I.ehigh  Valley 

12688— The  Republic  of  France  vs.  Erie? 

,89— The 'Republic  of  France  vs.  N.  Y.  C.  et  al 

12691— The  Republic  of  France  vs.  Pa.  R.  R. 
June  22— Washington.  D.  C.— Examiner  Clarke: 

Finance   Docket  1383— Application  of  the  C.   T    H    &  S    E    Rv 

c^ro^ase  t  %.^tg£  cSn' 

MV^  &KSSSS 

and  other  securities:  for  authority  for  the  C.  T.  H.  &  S   E   Rv    Co 


June  22 — Dallas    Tex. — Examiner  Kephart: 

12485 — Southern  Products  Co.  vs.  A.  &  V.  et  al. 

Such  Fourth  Section  departures  as  may  exist  in  the  adjustment  of 
rates  will  be  considered  by  the  Commission  in  the  disposal  of  this 
complaint. 
June  22 — Chicago,  111. — Examiner  Seal: 

10804 — Barnett  Oil  and  Gas  Co.  vs.  Director  General  and  L.  &  N. 

12473 — Keokuk  Electric  Co.  vs.  Arkansas  Central  et  al. 
June  23 — Kansas  City,  Mo. — Examiner  Eddy: 

12413 — Waggoner  &  Gates  Milling  Co:  vs.  Mo.  Pac.  et  al. 

Portion*  of  Fourth   Section  Applications   458.   N.   C.    &   St.    L.    Ry.: 
1548,   Sou.  Ry.;   1952,   L.   &  N.   R.   R.;  2045,  I.   C.   R.  R.:   2060,   J.   F. 
Tucker;   2138,    M.   &   O.   R.    R.;    3912,   Tenn.    Cent   R.    R.;    4218.    4219 
and  4220,  Mo.  Pac.  Ry.  and  St.  L.  I.  M.  &  S.  Ry. 
June  23 — Chicago,  111. — Examiner  Seal: 

12422 — Lookout  Oil  and  Refining  Co.  vs.  A.  &  V.  et  al. 
June  te — Argument  »t  Washington,  D.  O. : 

11811— General  Electric  Co.  vs.  N.  Y.  C.  et  al. 

11t53 — E.   I.   DuPont   de   Nemours   &   Co.   vs.    Director   General   and 

Rarltan  River  R.  R. 
June  24 — Kansas   City,   Mo. — Examiner  Eddy: 

12512 — Feeders'  Supply  Co.  vs.  C.  B.  &  Q.  and  Director  General. 
Juris  24 — Houston,  Tex. — Examiner  Kephart: 

11495 — Magnolia  Provision  Co.  vs.  Abilene  &  Southern  et  al. 

11117 — Magnolia  Provision  Co.  vs.  A.  C.  L.  et  al. 

12409— H.  W.  Garrow  &  Co.  et  al.  vs.  G.  H.  &  S.  A.  et  al. 
June  24 — New  Haven,  Conn.- — Examiner  Quevedo: 

12134 — The   Manufacturers'   Assn.   of  Connecticut,   Inc.,   vs.   Director 

General. 
June  14 — Argument  at  Washington,  D.  C.: 

11708 — Hercules  Mining  Co.  vs.  Director  General  and  Nor.  Pac. 

11417— Northwest  Steel  Co.  et  al.  vs.  O.-W.  R.  &  N.  Co.  et  al. 
June  24 — Chicago,  111. — Examiner  Seal: 

12508 — Illinois  Brick  Co.  vs.  Director  General  and  C.  M.  &  St.  P. 
June  25— Argument  at  Washington,  D.  C. : 

11681 — Oxford  Paper  Co.  et  al.  vs.  Director  General. 
June  25 — Kansas  City.  Mo. — Examiner  Eddy: 

12513— Carnie-Goudie  Mfg.  Co.  vs.  A.  T.  &  S.  F.  et  al. 
June  25— Chicago,  111. — Examiner  Seal: 

12520— A.  M.  Castle  &  Co.  et  al.  vs.  C.  M.  &  St.  P.  et  al. 
June  27— Syracuse,    N.    Y. — Examiner  Quevedo: 

*  I.  and  S.  1347 — Anthracite  coal  to  stations  in  New  York. 
June  27 — Beaumont,  Tex. — Examiner  Kephart: 

12100 — Beaumont  Chamber  of  Commerce  vs.   Beaumont  Wharf  and 

Terminal  Co.  et  al. 

12100  (Sub.  No.  1) — Beaumont  Chamber  of  Commerce  et  al.  vs.  Beau- 
mont, Sour  Lake  &  Western  et  al. 

I2523 — Beaumont  Chamber  of  Commerce  vs.  Louisiana  Western  et  al. 
12412 — Texas  Steel  Co.   (R.  S.  Collin  and  W.  H.  Lantz,  receivers)  vs. 

C.  R.  I.  &  P.  et  al. 
12412  (Sub.  No.  1)— Texas  Steel  Co.   (R.  S.  Collin  and  W.  H.  Lantz. 

receivers)  vs.  C.  R.  I.  &  P.  et  al. 
June  27 — Portland,  Ore. — Examiner  Flynn: 

12428— Willamette  Iron  and  Steel  Works,  Inc.,  et  al.  vs.  B.  &  O.  et  nl 
June  27— Chicago,  111.— Examiner  Seal: 

12745— In   the   matter  of  intrastate   rates   of   the   American    Railway 

Express  Co.  between  points  in  the  state  of  Illinois. 
June  27 — Argument  at  Washington,  D.  C.: 

*  11299— William  Wylie  Beall  vs.   Wheeling  Traction  Co. 

*  11299  (Sub.  No.  1)— Charles  J.  Schuck  vs.  Wheeling  Traction  Co. 
June  27— Salt  Lake  City,   Utah— Public  Utilities  Commission  of  Utah: 

Flnsncs  Docket  J9— Application  of  the  Utah  Terminal  Ry.  Co.  for  . 

certificate  of  public  convenience  and  necessity. 
June  28— Tacoma,  Wash.— Examiner  Flynn: 

12424 — Love-Warren-Monroe  Co.  vs.   C.  M.  &  St.  P.  et  al. 
12421— West  Coast  Grocery  Co.  et  al.  vs.  O.-W.  R.  &  N.  Co.  et  al. 
June  29 — Tacoma,  Wash. — Examiner  Flynn: 

12498— Far  West  Clay  Co.  vs.  C.  M.  &  St.  P.  et  al. 
12499— Far  West  Clay  Co.  vs.  C.  M.  &  St.  P.  and  Director  General. 
July  1— Washington.   D.   C.— Examiner  Kephart: 

12652— The  Atlas  Portland  Cement  Co.  vs.  C.  R.  R.  of  N.  J.  et  al 
Such  fourth  section  departures  as  may  exist  in  the  adjustment  of 
rates  will  be  considered  by  the  Commission  in  the  disposal  of  this 
complaint. 

July  1— Cleveland,  O.— Examiner  Howell: 

12644 — The  Lakewood  Engineering  Co.  vs.  N.  Y.  C. 
2644  (Sub.  No.  1)— The  Lakewood  Engineering  Co.  vs.  B.  &  O    et  al 
12644  (Sub.  No.  2)— The  Lakewood  Engineering  Co.  vs.  Lake  Erie  & 

Pittsburgh  Ry.  et  al. 

12552 — The  National  Petroleum  Assn.  et  al.  vs.  Director  General  and 
Pa.  R.  R.  et  al. 

July  1 — Argument  at  Washington,  D.  C. : 

961— Wausau  Southern  Lumber  Co.  vs.  Gulf  &  Ship  Island  et  al. 
995 — Charles  C.   Oyler  &  Son  et  al.  vs.  American  Ry.   Express  Co. 
July  1 — Chicago,  111. — Examiner  Hosmer: 

I.  and  S.  1335 — Policing  shipments  of  intoxicating  liquors  in  Western 
T'runk  Line  territory. 

July  1— Cheyenne,  Wyo.— Public  Service  Commission  of  Wyoming: 
Fl£an«    Docket    1 185— Application    of   the   Saratoga    &    Encampment 
R.  R.  Co.  for  a  certificate  of  public  convenience  and  necessity. 

July  1— Seattle,  Wash.— Examiner  Flynn: 

12376— Forbes  Timber  Co.,   Inc..  vs.   Nor.   Pac.   and  Director  Gem  ial 

July  2— Chicago,  III.— Examiner  Hosmer: 

I.  and  S.  1348— Absorption  of  switching  charges  at  Chicago,  III. 


D.  C.— Examiner  F.  E.  Brown: 

^^^^•3^^^^s^ss^Si 

expross._  (The  Clearing  will  be  confined  to  cons' J" 
the  bureau  i 


. 
fe  wsr. 
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CENTRAL    RAILROAD    OF    S.    C.    BONDS 

The  Commission  has  authorized,  in  finance  docket  No.  14t>4, 
the  Central  Railroad  Company  of  South  Carolina  to  issue  and  to 
exchange  or  sell  at  par  and  accrued  interest  $300,000  of  serial  six 
per  cent  refunding  bonds,  dated  July  1,  1921,  and  maturing  seri- 
ally July  1,  1922,  to  July  1,  1976,  and  to  retire  a  like  amount  of 
first  mortgage  six  per  cent  bonds  maturing  July  1,  1921. 


June  IS,  I'll1 1 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


Pacific  —  Caribbean — 
Gulf  Line 

(Swayn*  and  Hoyt,  Inc.,  Owner*) 

Steel  Steamers 
DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 
GALVESTON 

and 

San  Francisco,  Los  Angeles  Harbor, 
Portland,  Tacoma  and  Seattle 

Via  Panama  Canal 

S.S.   ELDORADO,  Sailing  from  New  Orleans  late  June,  early  July 
S.S.   IRIS,  Sailing  from  New  Orleani  late  July,  early  August 
S.S.  LAKE  GUNNI,  Sailing  from  GaUeiton  late  July 

Sailing  from  New  Orleani  early  August 
S.S.  ALVARADO,  Sailing  from  New  Orleans  late  August 

Rttei  quoted,  b*«kinf •  and  *th«r  information  furni«h«d  upOT  applk«IMn 

THE  STEELE  STEAMSHIP  LINE,  Incorporated 

Steele  Building.,  New  Orleans,  La. 

OFFICES  ALSO  AT 

Steele  Bldg.,  50  Broad  Street       430  Sansome  Street 

GalTeston,  Texas       Texas  City         New  York  City        San  Francisco,  Calif. 


Strong 

Shipping 

Tags 


/V    TAG    strong 

•**•  enough  to  with- 
stand bad  weather  and 
rough  handling  is 
"shipment  insurance." 
The  cost  of  a  single 
lost  shipment  often  ex- 
ceeds the  price  of  ten 
thousand  strong  tags. 


TK7E  shall  be  glad  to 
•  "  send  you  sam- 
ples and  prices  and  the 
Dennison  circular  con- 
taining the  latest  ex- 
press and  freight  rul- 
i.igs. 


TNC   TAO    MAKCH* 

Dept.  TW  Framingham,  Mas*. 

Sales  Office*  in  24  Large  Citie* 
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DETROIT  &  IRONTON  R.  R.  CO.  STOCK 

The  Traffic  World  Washington  Bureau 

The  Commission  has  authorized  the  Detroit  &  Ironton  Rail- 
road Co..  in  Finance  Docket  No.  23,  to  issue  and  sell  at  par 
$1  000  000  worth  of  its  capital  stock  for  the  purpose  of  building 
its'  railroad  as  authorized  by  the  certificate  of  public  convenience 
and  necessity  in  Finance  Docket  No.  24. 

This  is  the  corporation  recently  organized  by  Henry  Ford 
as  the  parent  or  holding  company  of  the  Detroit,  Toledo  &  Ironton, 
the  stock  of  which  Mr.  Ford  also  acquired,  and  the  property  ot 
which  it  is  proposed  shall  be  leased  to  the  Detroit  &  Ironton 

This  authorization  covers  only  the  issuance  of  capital  stock 
and  has  nothing  to  do  with  the  proposal  to  assume  obligation 
or  liability  as  lessee  of  the  Detroit,  Toledo  &  Ironton  Railroad. 
The  Commission  said  that  certain  minority  stockholders  of  the 
Detroit.  Toledo  &  Ironton  offered  various  objections  to  the  issu- 
ance of  stock  by  the  Detroit  &  Ironton.  The  Commission  said 
their  objections  were  without  merit  so  far  as  they  relate  to  the 
issuance  of  stock  by  the  parent  company.  The  Issue  of  capital 
stock  is  for  the  purpose  of  building  the  new  line  from  Spring- 
wells  or  Fordson,  Mich.,  to  a  connection  with  the  D.  T.  &  I.  near 
Trenton  or  Flat  Rock. 

SHOULD  HIGH  OR  LOW  RATE  APPLY? 

The  Chicago  Bridge  &  Iron  Works  has  a  fabricating  plant 
at  Greenville,  Pa.,  and  it  transports  Pittsburg  steel  via  the  Pitts- 
burg  and  Lake  Erie  and  the  Erie  to  Greenville  and  there  fabri- 
cates the  steel  and  ships  on  the  fabricated  steel  to  the  east — for 
example,  New  York.  The  fabricating  tariff  provides  that  either 
the  Pittsburgh  rate  or  the  Greenville  rate — whichever  is  higher 
—should  apply,  and  Greenville,  as  a  general  rule,  takes  four 
cents  higher  than  Pittsburgh. 

The  Chicago  Bridge  &  Iron  Works  attacks  this  situation 
and  prays  that  the  Pittsburgh  rate  apply.  In  the  brief  in  the 
case  written  by  Walter  E.  McCornack,  the  following  points  are 
made: 

1  It   is  reasonable   for  the   Erie  to  allow  Greenville  to  have  the 
Plttahurgh  rate  because  Erie  allows  all  other  shippers  except  Sharon 
on  the  same  through  route  to  have  the  Pittsburgh   rate.     Sharon  is 
complaining  also. 

2  The  New  York  Central  and  the  Baltimore  &  Ohio  allow  Buf- 
falo and   Baltimore   to   have  the   Pittsburgh   rate   with    fabrication   at 
these    points    on    a   route    about    as    circuitous    as    the    one    through 

::.  The  Erie  Joined  in  joint  rates  with  the  New  York  Central  and 
the  Baltimore  &  Ohio  from  fabricating  points  at  Buffalo  and  Balti- 


more to  points  on  the  Erie,  permitting  Pittsburgh  fabricated  steel  to 
be  delivered  on  the  Erie. 

4.  Reconsigrnment  at  Greenville  is  allowed  at  the  through  rate 
and  so  should  fabrication,  because  the  service  is  substantially  the 
same,  the  only  difference  being  at  the  transit  points  (Greenville),  and 
the  difference  between  the  fabrication  charge  and  the  reconsignment 
charge  more  than  makes  up  for  the  difference  in  service  at  the 
transit  point. 

MINES  TO   HEAD  TRANSPORTATION  GROUP 

Announcement  has  been  made  by  the  Chamber  of  Commerce 
of  the  United  States  that  Walker  D.  Hines,  former  Director- 
General  of  Railroads,  will  be  chairman  of  the  transportation  and 
communication  group  at  the  meeting  of  the  international  Cham- 
ber of  Commerce  in  London  during  the  week  of  June  27.  Mr. 
Hines  is  in  Europe  completing  his  work  as  arbitrator  between 
Germany  and  France  in  the  matter  of  title  to  vessels  on  the 
Rhine  and  other  rivers  under  the  Treaty  of  Versailles. 


AUTHORITY  TO  ABANDON  LUMBER  SPUR 
Authority  to  abandon  23,500  feet  of  branch  line  and  2,379 
feet  of  sidings  in  Benzie  County,  Michigan,  is  requested  by  the 
Pere  Marquette  in  a  petition  filed  with  the  Commission.  The 
termini  of  the  branch  are  Clary  and  Carters.  The  track  was 
built  as  a  lumber  spur  and  the  company  says  there  is  no  further 
traffic  to  be  moved  over  it. 


AUTHORITY  FOR  ABANDONMENT  ASKED 

The  Mississippi  Central  Railroad  Company  has  applied  to  the 
Commission  for  authority  to  abandon  11.74  miles  of  road  in  For- 
rest county,  Mississippi,  extending  from  a  point  near  Hatties- 
burg,  Miss.  The  road  to  be  abandoned  was  used  to  transport 
freight  and  passengers  to  Camp  Shelby,  which  has  been  closed. 
The  company  says  the  maintenance  of  the  extension  is  a  burden. 


P.   &    W.    R.    R.   ABANDONMENT 

Authority  to  abandon  its  line  has  been  given  in  finance 
docket  No.  1219  to  the  Patterson  &  Western  Railroad  Co.  in 
Stanislaus  County,  California.  The  railroad  is  23.6  miles  long. 
Its  abandonment  has  been  approved  by  the  railroad  commission  of 
California.  The  case  was  submitted  to  the  federal  body  on  the 
record  without  formal  hearing.  The  road,  a  narrow  gauge,  was 
built  in  1916  by  the  Mineral  Products  Co.  on  an  erroneous  sup- 
position that  its  mineral  deposits  in  Stanislaus  County  were 
valuable.  Only  a  small  volume  of  tonnage,  other  than  the  min- 
eral products  of  the  company,  was  ever  handled.  There  never 
was  a  passenger  service. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate    and    ForelQn    Commerce 


or 


TraoenortaUom  971  SPITZER  BLDG. 

Traokan  Arraurernent*—  Demurrage     TOLEDO,  OHIO 
OtBenl  Uatten  BeUUnf  t»  BUM. 
InteraUM  and  Foreign  Oeenmeroo 


OBOBOI  K.  BROWN 


OEOROC  L.  BOYIJC 


BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  Adjustments 

and  Practice  before  the  Interstate 

Commerce  Commission. 


Southern  •< 


Wsihlaften,  D.  C 

MainHM 


GEO.    T.    BELL 
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All     Traffic     and     Transportation     matters. 

Traffic  Service  Rendered  on  monthly 
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Colorado  Building,  Washington,  D.  C. 
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Commerce   Counsel 
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EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty    Central    Trust    Building, 

St.  Louis,  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railrodd  nnd  rnt«>  litigation  and  claims. 

Bureau  of  Commerce  and  Research 

TRAFFIC  CONSULTANTS 
Statistical  and  Research  Engineers 

Complete  traffic  manager  service.  Preparation  and 
presentation  of  cases  before  the  Interstate  Commerce 
Commission  and  all  Government  Departments. 

Charts,  Graphics  and  Exhibits  prepared. 

Research  work  of  any  character. 
726  Fourteenth  St..  N.  W.  Washington,  D.  C. 


Jlllll' 


1921 


THE    TRAFFIC    WORLD 


TABLE  OF  CONTENTS 


EDITORIAL 

The  U>Kie  ..!'  railroad  history — Cost  of  building  roads— Straw- 
berries under  liiKhwr  rates  1333 

CURRENT  TOPICS   IN   WASHINGTON 

Investigations  of  business — Some  business  In  Koveiiunent — 
N'diib  Carolina  rates — 1-ack  of  munaKeinrnt  in  Congress — 
Hoover's  business  policies  1337 


DECISIONS   OF   THE   COMMISSION 

N.  Carolina  Corporation  Commission  vs.  A.  C.  L.  et  al.: 
ease  ln.ii'0;  Kaleigh  Chamber  of  Commerce,  Inc.,  et  al.  vs. 
Same;  ease  10515;  class  and  commodity  rates  bet\vceu  Vir- 
ginia cities  and  N.  Carolina  points  (62  I.  C.  C'..  61-itl) 

National  Ki reproofing  Co.  vs.  P.  Co.  et  al.;  case  11169;  also 
sub.  No.  1,  Same  vs.  P.  C.  and  Y.  et  al. ;  coal  (62  I.  C.  C., 
lii-55)  

Du  Pont.  E.  I.,  de  Nemours  and  Co.  vs.  Director  General: 
se  11616:  coal  (62  I.  C.  C..  39-40) 

Tallulah  Cotton  Oil  Co.  vs.  Mo.  Pac.;  case  11626;  coal  (62 
I.  C.  C.,  41-42)  

West.  Samuel  D.,  vs.  St.  L.-S.  F.;  case  11750;  empty 'bar- 
rels (62  I.  C.  C.,  45-46) 

I'tiited  Paperboard  Co.,  Inc..  vs.  Southern  et  al. ;  case  11715; 
baled  straw  (62  I.  C.  C.,  60-61) 

United  Paperboard  Co.,  Inc.,  vs.  Maine  Central  et  al. ;  case 
11G46;  wood  pulp  board  (62  I.  C.  O.,  43-14) 

Inpram-Day  Lumber  Co.  vs.  L.  and  N.  et  al.;  case  11844; 
lumber  (62  I.  C.  C.,  47-48)  

\Vausau  Box  and  Lumber  Co.  et  al.  vs.  C.  M.  and  St.  P.; 
case  11281;  shavings  and  sawmill  refuse  (62  I.  C.  C.,  66-58) 

United  Puperboard  Co.,  Inc.,  vs.  N.  Y.  C.  et  al.;  case  11728; 
wood  pulp  (62  I.  C.  C.,  59-60) 

Best  Olynier  Manufacturing  Co.  vs.  111.  Cent,  et  al.;  case 
11480;  sorghum  sirup  (62  I.  C.  C.,  62-63) 


TENTATIVE     REPORTS     OF     I.   C.   C. 


1339 

1340 
1340 
1340 
1340 
1340 
1340 
1340 
1340 
1340 
1340 

1341 


THE   CUMMINS    INVESTIGATION    1344 

MEETING    OF    FREIGHT    AGENTS 1348 

THE   NEW   U.   S.   SHIPPING   BOARD 1350 

THE    OPEN    FORUM 

Transportation   in   Mexico    t....  1352 


LOSS  AND  DAMAGE  CLAIMS— By  C.  H.  Dietrich. 


1354 


LOSS    AND    DAMAGE    DECISIONS 

Cases  decided  by  state  and  federal  courts 1356 

SHIPPING   DECISIONS 

Cases  decided  by  state  and  federal  courts 1357 

MISCELLANEOUS    TRAFFIC    DECISIONS 

Cases  decided   by   state  and   federal  courts 1357 

TRANSCONTINENTAL    FREIGHT    RATES    1358 

PERSONAL    NEWS    AND    NOTES    1363 

QUESTIONS  AND  ANSWERS 

I.ef,'al    and    practical    questions   answered    by   experts 1365 

NEW  COMPLAINTS 

Digest   of  petitions   filed   w.ith   the   Commission 1380 

DOCKET    OF   THE    COMMISSION 

Dates  and  places  of  hearings  and   arguments 1382 


THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO   BUILDING 
Telephone,  Main  3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone,  Harrlion  8808 


MID-WEST  Box  COMPANY 


Look  for 

the 
Trade  Mark 


Use 

Triple  Tape 
Corners 


Corrugated 
Fibre-Board 
Products 

Solid  Fibre 

Containers 

MID-WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 


GENERAL  OFFICES: 
1337  Conway  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Rokomo,  Ind. 

We  operate  our  own  boxboard  and  strawboard  mills 
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Dependable 
Transpacific  Freight  Service 

REGULAR  SERVICE  fc^^^M^.n^a;  B^-.  FREQUENT  SAILINGS 

From  SEATTLE  To 

Yokohama,  Kobe,  Shanghai,  Hong  Kong,  Manila,  Singapore, 
Dairen,  and  *Vladivostock 

"Vessels  will  make  direct  call  if  offerings  justify. 

SAILINGS  FROM  SEATTLE 

SS  CITY  OF  SPOKANE,  June  27      **SS  SILVER  STATE,  July  9     **SS  KEYSTONE  STATE,  July  30 

SS  EDMORE,  July  20  **SS  WENATCHEE,  Aug.  27 

"Combination  freight  and  passenger  (Length  535  feet;  21,000  tons  displacement;  speed  17^  knots). 

From  PORTLAND  To 
Yokohama,  Kobe,  Shanghai,  Hong  Kong,  Manila  and  Dairen 

Direct  connections  at  Hong  Kong  with  Feeder  service  to  Saigon,  Singapore,  Samarang,  Soerabaia,  and  way  ports. 

SAILINGS  FROM  PORTLAND 
SS  MONTAGUE,  June  26     SS  ABERCOS,  July  22     SS  PAWLET,  August  30     SS  COAXET,  Sept.  14 

For  Sailing  Dates,   Rates,  Detailed  Information  Apply  to 

142  South  Clark  Street,  Chicago  17  State  Street,  New  York 

M.  J.  WRIGHT,  Freight  Traffic  Manager,  Seattle 
L.  L.  BATES,  Foreign  Freight  Agent,  Seattle 

All  Cities  Pacific  Coast  and  Orient 


Frequent 
Coastwise 
Sailings 

BETWEEN 

Seattle,      Tacoma, 
Victoria,    Vancouver, 
Portland,  San  Francisco, 
San  Diego,  Los  Angeles, 

and  all 
Alaska  Points. 


AMERICAN      OWNE    D     AND      OPERAT    ID 


ADMIRAL  LINE 


ON      THE 


PACIFIC        STEAMSHIP      COMPANY 


25,  1921 


THE    TRAFFIC     WORLD 


1.UI 


PENNSYLVANIA 

T  A  PST   PC        CARS 


wm     ; 

«h  -  ~f 

^     .     .  «  .,         '  :.-.      '  ••  r-;i 


RupVed -Bull-do^  Strength 

~A   ®*£-  ^         ^.-  6 


Giant  of  its  Class 

7?" 

V 

f 


I 


t  •*»  •  *  ii 


Built  as  Carefully  as  the 
•>'-'        Locomotive  That  Hauls  It 

HE  proven  design  and  sturdy  construction  of  "Pennsylvania"  Tank  Cars  embody 
engineering  improvements  and  patented  features  that  have  been 
thought  out  as  carefully  as  those  on  the  modern  locomotive. 

The  New  Type  A-l  Center  Sill,  the  "Pennsylvania"  Center  Anchorage,  the 
Maximum  Dome  Outage,  and  the  simplified  "Pennsylvania"  Uncoupling  Rod 
Arrangement — all  these  are  distinctively  "Pennsylvania"  features  found  only 
on  the  "Pennsylvania"  Tank  Car. 

"After  All,  Service  Counts" 


THERE  are  more  than 
5,000  "Pennsylvania" 
Tank  Cars  in  the  Penn- 
sylvania Tank  Line. 
Thfse  cars  are  leased  to 
producers,  refiners  and 
marketers  of  Petroleum 
and  other  liquid  Prod- 
ucts. Information  rela- 
tivi  to  leases  and  opera- 
tion may  be  obtained 
from  any  of  the  district 
offices. 

PENNSYLVANIA  TANK  LINE 

SHARON,  PA. 

New  York  St.  Louit 

Houston  San  Francisco 


THE  PENNSYLVANIA  TANK  CAR  COMPANY 


New  York 


SHARON,  PA. 

St.  Louit  Houston 


S«n   Francisco 


"Pennsylvania  Tank  Cars  are  used  by  Leaders  of  Industry 
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2000  Mi7es  in  Five  Minutes 


SEND  a  case  of  your  product  on 
this  trip.     Give  it  the  jars,  bumps,  and 
knocks  it  encounters  from  draymen,  freight 
handlers,  rough  riding  freight  cars,  the  shock 
of  quick  stopping  of  heavy  equipment,  etc. 

In  Jive  minutes  a  haul  of  2,000 

miles  is  actually  simulated  by  means  of  a 
large,  hollow,  revolving  drum  on  the  inside 
of  which  are  scientifically  constructed 
hazards  to  give  the  case  the  severest  tests  it 
would  get  in  actual  transit. 


This  is  a  new  way  to  test  your 
shipping  case — a  way  to  eliminate  many 
transportation  losses  and  damage  claims. 

It  is  but  one  of  the  methods  used 
in  an  investigation  of  the  materials  and  con- 
struction of  shipping  cases  which  is  now 
being  conducted  by  the  Container  Club. 

The  tests  are  made  at  the  Mellon 

Institute  of  Industrial  Research  at  the  Uni- 
versity of  Pittsburgh,  where  an  Industrial 
Fellowship  is  maintained,  with  full  labora- 
tory and  testing  apparatus. 


A  Free  Service 

Your  shipping  problems  can  be  solved.  We 
shall  be  glad  to  tell  you  what  is  to  be  done  in  send- 
ing sample  cases  of  your  goods  to  the  testing  labora- 
tory. Write  and  avail  yourself  of  this  free  service. 


THE  CONTAINER  CLUB 


An  Association  of  Corrugated  and  Solid  Fibre 
BOX   MANUFACTURERS 


608  South  Dearborn  Street 


Chicago,  111. 


The  Traffic  World 

ISSUED  EVERY  SATURDAY  BY 

THE  TRAFFIC  SERVICE  CORPORATION,  CHICAGO.  ILL. 

(Copyright.  1921.    Fifteenth  Yew) 
A  working  tool  for  traffic  men,  both  industrial  and  railroad;  a  national  journal  of  transportation  news;  independent  as  between  carrier  and  ihipper 
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notification  to  contrary  is  given. 

All  remittances  should  be  made  payable  to  order  of  THE  TRAFFIC  SERVICE  COR- 
ORATION,  Chicago,  and  should  be  in  Chicago  or  New  York  exchange. 

TERMS  OF  SUBSCRIPTION 

ONE  YEAR j|0  00 

SIX  MONTHS a  £ 

THREE  MONTHS JOO 

SINGLE  COPY 25 


418-430  South  Market  Street, 
•    CHICAGO.  ILL. 
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WASHINGTON.  D.  C. 


THE   LOGIC   OF   RAILROAD   HISTORY 

Looking  back  over  the  history  of  railroad  regula- 
lation — especially  for  the  period  beginning  with  1906, 
when  the  Commission  was  clothed  with  the  rate-mak- 
ing power — it  is  easy  to  see  what  has  happened.  Prior 
to  that  time  the  railroads  had  suffered  from  their  own 
unbridled  competition  more  than  from  any  other  cause. 
The  published  tariffs  were  not  observed  as  to  a  con- 
siderable proportion  of  the  traffic,  the  rates  on  which 
were  actually  made  by  contracting  freight  agents  who 
had  little  or  no  idea  of  the  cost  of  performing  the  serv- 
ice they  were  selling  and  bid  for  the  tonnage  in  sight 
with  disregard  of  consequences.  Rate  war  followed 
rate  war,  and  receivership  followed  receivership  in 
dreary  succession,  only  a  few  of  the  very  strongest 
lines  being  able  to  weather  the  storms  of  those  un- 
settled days. 

When,  in  1906,  rebating  was  stopped  and  the  Com- 
mission obtained  the  rate-making  power,  there  followed 
a  general  onslaught  on  the  carriers'  rates,  conducted 
largely  by  the  merchant  and  jobbing  elements  of  the 
business  community  in  a  general  scramble  to  obtain 
relations  of  rates  that  would  promote  the  advantage  of 
this  or  that  distributing  or  jobbing  city.  The  Inter- 
state Commerce  Commission  and  the  state  commis- 
sions were  led  to  attach  a  somewhat  exaggerated  im- 
portance to  the  factor  of  distribution  and  the  channels 
through  which  distribution  should  be  made.  Moreover, 
these  bodies  seemed  obsessed  with  the  idea  that  the 
carriers  were  making  too  much  money,  and  that  the 
power  delegated  to  them  to  regulate  rates  really  nuant 
the  regulation  of  railroad  revenues.  The  result  was 
that,  in  case  after  case,  rates  were  reduced,  either  on 
the  ground  that  they  were  higher  than  reasonable  or 
were  discriminatory.  These  reductions  totaled  untold 
millions,  and  a  large  proportion  applied  on  higher  class 
merchandise  traffic,  the  very  class  of  business  that  is 
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able  to  contribute  a  larger  share  of  the  total  amount 
necessary  to  support  the  transportation  industry,  which 
cannot  be  obtained  from  lower  grade  traffic  on  which 
low  rates  must  be  published  in  order  to  move  it. 

Meantime,  costs  and  prices  were  steadily  rising  and 
the  railroads,  caught  thus  between  two  opposing  )"• 
sought  to  save  their  revenues  by  investing  large 
amounts  of  capital  in  improved  facilities  and  by  hold- 
ing labor  to  the  lowest  possible  level.  As  fast  as  sav- 
ings were  obtained  by  either  of  these  measures  the 
commissions  promptly  took  them  away  by  a  further 
paring  of  rates.  Railroad  earnings  gradually  declined 
until  the  investing  public  lost  confidence  in  the  in- 
dustry and  refused  to  make  investments  therein,  or 
even  loans,  except  at  a  materially  increased  interest 
charge.  Salaries  and  wages  in  the  industry  were  be- 
low the  level  of  other  callings,  which  resulted  in  a  low- 
ering of  the  morale,  the  growth  of  unions,  the  trans- 
fer of  loyalty  of  the  employees  from  their  employers 
to  the  union  leaders,  and  the  elimination  from  railroad 
service  of  thousands  of  promising  young  men  who 
found  better  opportunities  in  other  lines  of  effort. 

This  was  the  condition  of  the  railroads  at  the  out- 
break of  the  world  war — depleted  treasuries,  reduced 
morale,  impaired  credit,  and  destruction  of  initiative, 
with  rising  costs  on  the  one  hand  and  declining  rev- 
enues on  the  other  threatening  to  bring  the  industry 
to  a  standstill.  The  emergency  of  the  war  brought 
the  climax.  The  government  decided  to  take  over  the 
lines  and  run  them  out  of  the  United  States  Treasury 
at  any  cost.  Further  tremendous  increases  in  operat- 
ing expenses,  some  of  them  unnecessary  and  some  en- 
tirely unwarranted,  were  made  and  two  radical  per- 
centage advances,  one  by  the  Director-General  and  one 
by  the  Interstate  Commerce  Commission  in  the  guar- 
anty period,  were  resorted  to  to  bring  railroad  rates 
back  to  a  correct  relation  with  other  prices.  This 
method  of  rate-making  has  resulted  in  rates  on  some 
heavy  commodities  that  are  perhaps  higher  than  the 
traffic  can  afford,  and  the  problem  is  now  to  deal  with 
each  one  of  these  situations  on  its  merits,  reducing 
rates  that  actually  prevent  movement  of  traffic  with- 
out disturbing  those  on  the  higher  classes  of  mer- 
chandise that  are  amply  able  to  contribute  as  much  as 
or,  in  many  cases,  more  than  they  now  pay.  No  re- 
diutioii  by  percentage  should  be  considered  for  a  mo- 
ment and  in  any  further  correction  of  relations  of 
rates  on  more  valuable  commodities  such  correction 
ought  generally,  perhaps,  to  be  made  by  increase  of 
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To  the  Industrial  Traffic  Manager 


The 
Serves 


uli 
uliport 


orthern 
ew  Orleans 


ITS  SPECIALTY:  Dependable  Freight  Service. 

ITS  AMBITION:  To  serve  you. 

ITS  INVITATION:  To  try  the  route. 

IN  RETURN:  Courteous  treatment,  expedited 
service  and  a  personal  interest  in  your 
shipments  from  origin  to  destination. 


"THE    ROAD    OF    SERVICE" 


San  Diego  &  Arizona  Railway 

THE    SAN    DIEGO    SHORT    LINE 
Offers  a  New  Direct  Route  Between  San  Diego  and  Eastern  Cities 

This  new  line  in  connection  with  Southern  Pacific  and  its    Eastern  connections  forms  the 
shortest  transcontinental  line  to  any  California  port.     GIVE  IT  A  TRIAL. 

From  CHICAGO:  Through  package  cars  in  connection  with  Rock  Island,  El  Paso  &  Southwestern,  Southern 

Pacific,  care  S.  D.  &  A.,  El  Centra. 

From  NEW  ORLEANS,  KANSAS  CITY,  ST.  LOUIS:  Excellent  service,  without  delay,  to  San  Diego. 
From  NEW  YORK:  Sou.  Pac.  S.  S.  Line  (Morgan  Line),  care  S.  D.  &  A.,  El  Centre. 
From  other  points:  Direct  line  to  Southern  Pacific,  care  S.  D.  &  A.,  El  Centra. 

For  information  as  to  rates,  routes,  service,  etc.,  ask  any  railway  agent,  or  address: 
D.  W.  PONTIUS,  General  Manager 

A**   SAN  DIEGO  &  ARIZONA  RAILWAY,  San  Diego,  Calif. 
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llu-  lower  rather  than  reduction  of  the  higher  rate.  A 
large  proportion  of  railroad  traffic  must,  in  any  event, 
ho  moved  on  rates  that  will  pay  only  the  actual  trans 
portation  cosl  |)lus  some  profit,  and  will  not  contrib- 
ute materially  to  the  overhead  and  general  expense  of 
maintaining  the  transportation  industry,  including  a 
reasonable  return  to  the  investor.  That  portion  of  tin- 
expense  must  be  obtained  from  the  higher  classes  of 
traffic,  and  it  would  be  disastrous  to  consider  reducing 
such  rates  when  reductions  running  into  large  amounts 
must  be  made  on  lower  grades  of  traffic  which  the  in- 
terest of  all  concerned  require  shall  be  moved  in  large 
volume.  It  is  to  be  hoped  that  the  Commission  will 
not  be  induced  by  any  clamor  to  resume  the  paring 
down  of  merchandise  class  rates  and  the  commodity 
rates  on  higher  grade  articles  that  has  characterized 
the  decisions  of  the  last  fifteen  years.  The  important 
thing  from  the  point  of  view  of  the  country,  as  well 
as  of  the  carriers,  is  that  production  shall  proceed 
everywhere  where  it  can  proceed  under  advantageous 
circumstances.  The  channels  through  which  distribu- 
tion shall  occur  are  of  secondary  importance.  The 
goose  that  lays  the  golden  egg  both  for  the  carriers 
and  the  public  is  the  producer  who  creates  traffic,  and 
as  large  a  proportion  of  the  total  burden  of  support- 
ing the  transportation  industry  as  possible  should  be 
laid  on  the  higher  classes  of  traffic,  leaving  the  way 
open  for  the  application  of  rates  on  raw  materials  and 
coarse  products  that  will  permit  their  movement  with 
the  greatest  possible  freedom. 

The  remuneration  of  employees,  where  it  has  been 
increased  to  a  level  above  that  in  surrounding  indus- 
tries, will  have  to  be  reduced,  but  it  should  not  be  re- 
duced below  that  level,  as  it  was  for  many  years.  The 
transportation  industry  is  second  only  to  agriculture. 
It  has  nothing  to  offer  the  employee  but  a  salary  or 
wages,  and  yet  it  is  important  to  the  whole  country 
that  the  field  of  railroading  shall  be  at  least  sufficiently 
attractive  to  draw  into  it  employees  of  the  same  gen- 
eral average  of  intelligence  as  those  in  other  industries. 
The  railroad  business  requires  an  immense  capital,  ma- 
terial facilities,  and  an  army  of  employees  on  whose 
prosperity,  contentment,  loyalty  and  efficiency  the 
country  is  dependent  for  an  adequate  system  of  trans- 
portation. Both  capital  and  labor  will  have  to  be  as- 
sured of  as  fair  a  reward  in  this  industry  as  any  other, 
or  they  will  not  seek  this  industry,  and  if  this  reward 
is  to  be  obtained  it  must  be  obtained  as  it  is  obtained 
in  other  industries— by  higher  profit  from  that  portion 
of  its  service  devoted  to  the  uses  of  the  purchaser  who 
can  best  afford  to  pay  it. 


COST   OF   BUILDING  ROADS 

In  an  article  on  the  cost  of  building  roads,  the  St. 
Louis  Post-Dispatch,  in  its  issue  of  June  14,  comment- 
ting  on  the  situation  in  Illinois,  says: 

A  clear-cut  illustration  of  the  situation  here  is  on  roads  in 
Vermillion  County.  Bids  were  advertised  in  January  for  an  18- 
foot  concrete  road.  They  were  opened  February  18  and  the  low- 
est was  found  to  be  $36,913  per  mile.  On  Governor  Small's  in- 
structions all  the  bids  were  rejected  and  the  road  was  readver- 
tised.  May  25  the  new  bids  were  opened  and  the  Illinois  execu- 
tive found  the  same  contractors  bidding,  but  a  remarkable  change 
in  their  bids.  The  lowest  under  the  readvertisement  was  $25,856 


•!••.  <>r   <li  •   .7   !,.»„  than   the  firm   fltcur*.     On  60  miles  of 

living  would  nmounl  to  more  than  •  half  mllll. 
lurn.  and  at  the  new  price  would  make  pomlble  in*  building  of 
-'1  additional  miles  of  road.    The  Raving  wa*  about  one-third. 

of  lh<>  Illinois  roitdH  arc  rxrliiftlve  of  th»-  cement 
which  KOCH  Into  tli.'ir  roimtnirilon.  Illtnoix  pnrrha«lng  the  cement 
and  supplying  tlio  contractorx  with  it. 

-nu, ;,ii. ,n  of  th>>  mill  pnr.'H  In  l.nln  of  Illinois  contractor* 
reveals  startlliiK  rvidmre  of  Hie  profltH  which  would  have  ac- 
crued to  tliriii  mid.  r  id..  iintl  didx  siiliiniii.-d,  the  natural  annum  p- 
tion  IM-IIIK  that  tli.-y  ii::ured  a  reasonable  profit  In  their  revived 
bids. 

Ur    wonder   how   much    UK. re   of   th-  I    build- 

ing highways  could  be  taken  oil  without  reducing  the 
freight  rates  on  road-building  material.  One  would  be 
justified,  in  this  instance,  in  concluding  that  the  freight 
rate  had  very  little  to  do  with  the  j 


STRAWBERRIES  UNDER  HIGHER  RATES 

Apropos  of  the  cry  that  high  freight  rates  are 
throttling  business,  especially  the  fruit  and  vegetable 
business,  the  Association  of  Railway  Executives  puts 
out  the  following: 

A  few  weeks  before  the  marketing  season  began  in  the  straw- 
berry district  of  Louisiana  this  year  producers  and  marketing 
agents  were  pessimistic  over  the  outlook.  Prospects  pointed 
toward  a  good  crop,  but  many  were  worried  over  the  Increased 
cost  of  transportation.  Some  declared  the  close  of  the  season 
would  find  producers  bankrupt.  The  outcome  was  a  distinct  sur- 
prise. 

This  has  been  one  of  the  most  prosperous  years  in  the  his- 
tory of  the  strawberry  district  of  Louisiana.  The  carload  move- 
ment of  berries  from  the  district  was  greater  than  ever  before, 
exceeding  that  of  last  year  by  43  per  cent. 

The  following  is  a  comparison  of  the  number  of  cars  of  straw- 
berries loaded  on  the  lines  of  the  Illinois  Central  System  In  the 
Louisiana  strawberry  district  this  year  and  last: 

1921  1920 

Express  Freight          Express  Freight 
Louisiana    Division    (I.    ci 
New  Orleans  Division   (Y.  &  M.  V.)   128  0  96  0 

Totals  l,38fi  3  967  ~0 

The  cost  of  transportation  by  express  from  Hammond  to  Chi- 
cago was  about  43  to  45  1-3  cents  a  crate  this  year  (including 
refrigeration  charges),  as  compared  with  about  34i/i  to  36  cents 
a  crate  last  year,  the  range  being  due  to  the  variation  in  the 
capacity  of  express  cars  used,  on  which  there  is  a  refrigeration 
charge  per  car.  The  cost  of  transportation  by  freight  from  Ham- 
mond to  Chicago  was  about  31  '/6  cents  per  crate  this  year,  as 
compared  with  about  26  cents  last  year. 

In  spite  of  the  fact  that  the  cost  of  freight  transportation1 
this  year  was  less  than  the  cost  of  express  transportation  last 
year  THE  SHIPPERS  VOLUNTARILY  CHOSE  THE  HIGHER 
RATE,  BECAUSE  OF  THE  MORE  RAPID  SERVICE. 

The  only  difference  between  freight  and  express  service  is 
the  time  in  transit — express  taking  36  hours  from  Hammond  to 
Chicago,  and  freight  60  hours. 

A  few  years  ago  the  majority  of  the  berries  shipped  out  of 
the  Louisiana  district  moved  by  freight,  but  there  has  been  a 
gradual  change  to  express  movement,  which  verifies  the  conten- 
tion that  service,  rather  than  the  scale  of  rates,  is  the  more  im- 
portant factor. 


CLARK  RE-ELECTED  CHAIRMAN 

Tht  Traffic  World  Washington  Bureau 

Announcement  that  Edgar  E.  Clark  had  been  re-elected  chair- 
man of  the  Commission  by  the  unanimous  vote  of  his  colleagues 
was  made  at  the  Commission  offices  June  18.  The  announce- 
ment was  a  bit  surprising  for  the  reason  that,  when  in  March. 
1920,  the  rotation  rule  was  not  observed.  Commissioners  Woolley 
and  Eastman  declining  in  favor  of  Commissioner  Clark,  it  was 
the  understanding  that,  when  Mr.  Clark  had  served  until  June 
30,  1921,  the  rotation  would  be  resumed.  Observation  of  it  would 
have  brought  Commissioner  McChord  to  the  chairmanship  again. 

Commissioner  McChord  made  the  motion  to  continue  Mr. 
Clark  in  the  chairmanship  for  another  year,  not  because  McChord 
or  any  other  Commissioner  thought  Mr.  Clark  was  the  only  man 
who  could  fill  the  position,  but  because  he  felt  that,  during  the 
continuance  of  the  period  when  there  may  be  more  legislation 
affecting  the  Commission,  it  would  be  wise  to  have,  as  spokes- 
man for  the  Commission,  the  man  who  served  in  that  place  while 
the  transportation  act  was  being  framed  and  enacted.  Clark's 
election,  according  to  the  announcemnt  made  by  Secretary  Me- 
Ginty,  is  for  the  year  ending  June  30,  1922.  Then,  unless  the 
Commission  again  votes  otherwise,  the  rotation  rule  will  come 
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Into  operation.  That  is  the  rule  adopted  after  the  late  Judson 
C.  Clements  had  served  the  first  year  following  the  long  chair- 
manship of  Martin  A.  Knapp. 

When  Mr.  Knapp  retired  to  become  a  United  States  circuit 
judge  the  commissioners  then  in  office  felt  dissatisfied  that  one 
of  their  number,  by  reason  of  having  been  designated  by  them 
to  have  charge  of  the  administrative  work  of  the  Commission, 
should  be  considered  as  having  a  place  of  greater  dignity  or  au- 
thority than  another  commissioner,  in  dealings  with  the  public. 
The  rotation  rule  was  then  adopted,  the  chairmanship  to  go  to 
the  senior  in  point  of  service,  after  dropping  from  consideration 
those  who  had  served  as  chairmen.  • 

Last  year  that  rule  would  have  conferred  the  chairmanship 
on  Robert  W.  Woolley,  whose  term  of  office  expired  December 
31  of  that  year.  That  fact,  taken  into  consideration  with  the 
possibility  of  non-appointment  by  President  Wilson  or  failure  of 
confirmation  by  the  Senate,  caused  considerable  discussion.  Mr. 
Woolley  was  also  out  of  harmony  with  the  other  commissioners 
in  the  matter  of  the  continuance  of  federal  control,  besides  being 
also  unfamiliar  with  much  of  the  work  of  the  Commission.  Mr. 
Eastman  was  also  out  of  harmony  with  the  prevailing  objection 
to  a  continuance  of  federal  control.  He  was  more  familiar  with 
regulatory  work.  Both,  however,  indirectly  had  opposed  the 
transportation  act  which  had  been  signed  just  a  few  days  before 
the  expiration  of  Chairman  Aitchison's  term  as  chairman,  which 
made  it  necessary  for  the  commissioners  to  consider  what  should 
be  done. 

Their  discussion  led  to  the  conclusion  that  it  would  be  de- 
sirable for  the  chairman's  term  of  office  to  run  concurrently  with 
the  fiscal  year,  so  that  the  change  would  take  place,  if  the  idea 
of  one  year  terms  was  adhered  to,  in  the  season  of  the  year 
when  the  work  of  the  Commission  would  be  most  slack.  There- 
fore, they  changed  the  end  of  the  chairman's  one  year  from 
March  16  to  June  30.  The  declination  of  Messrs.  Woolley  and 
Eastman  brought  Mr.  Clark  into  eligibility  again  and  he  was 
elected  to  serve  until  June  30,  1921.  When  the  term  beginning 
on  July  1  next  is  completed  Mr.  Clark  will  have  served  a  little 
more  than  three  years  in  the  chairmanship  during  the  sixteen 
years  of  his  tenure  of  the  office.  He  was  appointed  by  Presi- 
dent Roosevelt  in  1906,  to  fill  one  of  the  original  vacancies 
created  by  the  so-called  Hepburn  law  of  that  year,  in  the  prepara- 
tion of  which  Commissioner  Esch  and  Senator  Townsend,  of 
Michigan,  then  a  member  of  the  House,  had  a  large  part,  be- 
cause, in  the  preceding  year,  they,  as  young  members,  framed 
what  came  to  be  known  as  the  Esch-Townsend  bill.  That  measure 
became  the  foundation  for  the  Hepburn  bill  in  1906. 


MONEY  FOR  R.  R.  ADMINISTRATION 

The  Traffic  World  Washington  Bureau 

If  President  Harding  decides  to  act  favorably  on  the  sugges- 
tion of  President  Rea  of  the  Pennsylvania  that  the  Railroad  Ad- 
ministration fund  for  a  period  of  fifteen  years  the  indebtedness 
of  the  railroads  to  the  government  growing  out  of  capital  ex- 
penditures made  by  the  government  on  the  railroad  properties 
Curing  federal  control,  according  to  officials  of  the  Railroad  Ad- 
ministration, he  will  have  to  ask  Congress  for  an  additional  ap- 
propriation of  from  $700,000,000  to  $800,000,000  for  the  Adminis- 
tration. That  appears  to  be  the  "rub"  in  the  Rea  proposal  and 
there  appears  to  be  some  question  as  to  whether  the  President. 
however  he  may  wish  to  aid  the  carriers  at  the  present  time, 
will  ask  Congress  to  make  the  appropriation  said  to  be  neces- 
-  • :  :• 

It  is  explained  that  an  appropriation  is  necessary  because,  if 
the  Indebtedness  were  funded,  the  Railroad  Administration  could 
make  no  deductions  therefor  in  making  final  settlements  with  the 
carriers,  but  would  have  to  pay  the  railroads  in  full  for  the 
amounts  due  them,  and  that  the  Administration  lacks  the  funds 
to  do  that.  The  plan  the  Railroad  Administration  has  been  fol- 
lowing in  making  final  settlements  is  that  of  ascertaining  what 
the  government  owes  the  carrier  and  then  deducting  therefrom 
what  the  carrier  owes  the  government  for  capital  expenditures. 
The  indebtedness  of  the  carriers  to  the  government  for  capi- 
tal expenditures  is  estimated  at  between  $700,000,000  and  $800,- 
.000.  If  the  Railroad  Administration  cannot  offset  that  amount 
against  what  it  owes  the  railroads  in  making  final  settlements, 
It  must  have  that  much  more  cash  on  hand  to  pay  the  railroads. 
f  the  Administration  continues  to  settle  with  the  carriers  on 
the  basis  used  to  date,  it  is  estimated  that  an  additional  ap- 
propriation of  at  least  $200,000,000  will  be  required. 

Whether  the  temper  of  Congress  is  such  that  at  the  present 

e  an  additional  appropriation  of  $700,000,000  or  $800000000 

could   be   put  through   for   the   Railroad  Administration' is  'the 

question  that  Is  before  the  President.    Approval  of  the  Rea  plan 

the  President  would  mean  that  Congress  would  have  to  make 

necessary  appropriation  in  order  that  it  could  be  carried  out 

In  the  end  Congress  Is  going  to  have  to  make  another  sub- 

ntial  appropriation  to  enable  the  Railroad  Administration  to 

e  with  the  railroads.     Senator  Cummins,  chairman  of  the 

interstate   commerce   committee,   recently   prepared   the 

:  mind  for  that  eventuality   by   declaring  that  the   public 

would  not  realize  fully  what  federal  operation  of  the  railroads 


had  cost  until  Congress  was  asked  to  appropriate  the  money 
necessary  to  make  good  the  government's  side  of  the  contract 
negotiated  when  the  railroads  were  taken  over. 

President  Harding  has  been  appealed  to  by  the  Philadel- 
phia Bourse  to  act  favorably  on  the  suggestion  that  the  carriers' 
indebtedness  to  the  government  for  capital  expenditures  be 
funded  for  fifteen  years  instead  of  being  deducted  from  what  the 
government  owes  the  roads. 

"These  expenditures,"  the  Bourse  said  in  a  statement  to  the 
President,  "had  they  been  made  by  the  railroads,  would  have 
been  made  from  capital  raised  in  advance,  or,  failing  that,  the 
work  would  not  have  been  done.  It  would  therefore  seem  only 
just  that  the  amounts  spent  for  additions  and  betterments  by 
the  government,  but  for  the  account  of  the  railroads,  should  be 
funded  as  a  whole,  without  deduction  of  any  part  of  the  moneys 
due  the  railroads  by  the  United  States. 

"These  moneys  due  to  the  carriers  by  the  United  States 
arising  out  of  federal  control  or  for  the  guaranty  period  must  be 
considered  as  current  funds  and  are  badly  needed  by  the  rail- 
roads as  such  for  current  expenditures  and  in  our  judgment 
should  be  paid  over  to  them  as  rapidly  as  necessary  provisions 
of  the  law  are  complied  with." 

The  President's  motto  of  "more  business  in  government" 
was  referred  to  by  the  Bourse,  with  the  statement  that  it  could 
have  no  better  exemplification  than  in  applying  to  the  present 
railroad  financial  situation  the  "sound  business  methods  of  al- 
lowing current  funds  to  be  used  for  current  purposes  and  per- 
mitting the  funding  of  those  expenditures  by  the  government  for 
capital  account  for  a  period  of,  say,  fifteen  years." 


PAYMENTS  TO  RAILROADS 

The  Railroad  Administration  reports  the  following  final  set- 
tlements, and  has  paid  out  to  the  several  roads  the  following 
amounts:  Port  Bolivar  Iron  Ore  Railway  Company,  $35,000;  Chi- 
cago, Milwaukee  &  Gary  Railway  Company,  $200,000;  Bangor 
&  Aroostook  Railway  Company,  $575,000.  The  payment  of  these 
claims  on  final  settlement  is  largely  made  up  of  balance  of 
compensation  due,  but  includes  all  other  disputed  items  as  be- 
tween the  Railroad  Companies  and  the  Administration  during 
the  twenty-six  months  of  federal  control. 

The  Commission  has  issued  a  partial  payment  certificate 
to  the  Missouri  Pacific  for  $1,100,000. 

Announcement  of  the  payment  of  $1,100,000  to  the  Missouri 
Pacific  as  a  partial  payment  under  the  guaranty  was  made  by 
the  Treasury  June  18.  Payment  of  a  loan  of  $642,000  to  the  re- 
ceivers of  the  Georgia  and  Florida  Railway  also  was  announced. 

Additional  partial  payment  certificates  issued  by  the  Com- 
mission follow:  Birmingham  &  Southeastern,  $12,000;  Terminal 
Railroad  Association  of  St.  Louis,  $180,000;  Chesapeake  &  Ohio, 
$600,000;  Central  Indiana  Railway,  $80,000;  Raritan  River  Rail- 
road Co.,  $20,000. 

The  Commission  has  issued  partial  payment  certificates  to 
the  New  York,  Susquehanna  &  Western  for  $205,000;  to  the 
Ocilla  Southern  Railroad  Company  for  $15,000,  and  to  the  St. 
Louis-San  Francisco  for  $30,000. 

The  Railroad  Administration  reports  the  following  final 
settlements,  and  has  paid  out  to  the  several  roads  the  following 
amounts: 

Chicago  &  Western  Indiana  Railroad  Company $    450,000.00 

Belt  Railway  Company  of  Chicago 140,000.00 

Southern   Railway  Company    6,000,000.00 

Richmond  Terminal   Railway  Company  paid  to  United 

States  Railroad  Administration    17,157.42 

The  payment  of  these  claims  on  final  settlement  is  largely 
made  up  of  balance  of  compensation  due,  but  includes  all  other 
disputed  items  as  between  the  railroad  companies  and  the  Ad- 
ministration during  the  twenty-six  months  of  federal  control. 

It  is  understood  that  the  Southern  Railway  Company's  claim 
against  the  government  aggregated  approximately  $35,000,000. 
The  Railroad  Administration,  however,  in  announcing  settle- 
ments, does  not  explain  how  the  amounts  paid  are  determined. 
A  considerable  part  of  the  settlement,  it  is  understood,  involved 
sums  owed  by  the  Southern  to  the  government  for  capital  ex- 
penditures made  by  the  government  during  federal  control  on 
the  property  of  the  Southern. 


FRISCO   LINE    BONDS  AND   NOTES 

The  St.  Louis-San  Francisco  has  been  authorized,  in  Finance 
Docket  No.  1245,  to  sell  all  or  any  part  of  $4,230,000  worth  of 
prior  lien  mortgage  bonds,  series  C,  now  held  in  the  company's 
treasury,  at  not  less  than  90  per  cent  of  par,  and/or  to  pledge 
or  repledge  from  time  to  time,  until  otherwise  ordered,  all  or  any 
part  thereof  as  collateral  security  for  short  term  notes  issued 
under  the  authority  of  paragraph  9  of  section  20  (a).  This  author- 
ity to  sell  bonds  is  to  enable  the  company  to  reimburse  the 
treasury  for  expenditures  for  additions,  betterments  and  equip- 
ment between  July  1,  1917,  and  June  30,  1919.  Such  improve- 
ments, additions  and  betterments  total  $3,439,000.  The  equip- 
ment notes  retired  in  that  time  amounted  to  $793,000. 
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Current  Topics 

in  Washington 


Investigations  of  Business.— Allot  ney.Ceneral  Daugherty  IB 
having  some  Inquiring  glances  cast  in  his  direction  on  account 
of  his  talk  about  investigating  open  price  associations  The 
ciui T>  among  business  men  is  as  to  whether  he  Is  about  to  olav 
politics  on  tlie  '•profiteering"  string,  as  his  predecessor  in  office 
tn.-d.  The  business  world  is  suspicious  of  the  public  official  who 
lie  is  about  to  do  something  of  that  kind.  It  believes  that 
ninety-nine  per  cent  of  such  announcements  are  based  not  on 
a  determination  to  do  something  that  is  worth  while  but  In 
order  to  obtain  the  applause  of  the  uninformed,  who,  in'the  end 
not  only  are  deceived  but  who  also  have  to  pay  roundly  for  the 
deception.  Government  officials,  as  a  rule,  have  not  the  stuff 
above  the  eye-line  to  enable  them  really  to  hook  a  profiteer 
The  men  who  are  willing  to  profiteer,  it  has  been  suggested  are 
perfectly  willing  to  commit  a  little  perjury,  so  that  in  the' end 
the  only  men  who  are  caught  in  profiteering  raids  are  those 
who  may  have  charged. high  rates  to  regular  customers  because 
they  themselves  had  to  pay  high  to  be  able  to  procure  the  stuff 
for  the  customer.  Daugherty  is  looking  into  the  open  price 
associations  on  the  theory  that  they  are  operated  for  the  purpose 
of  keeping  up  prices.  The  open  price  associations  generally 
claim  they  collect  the  information  about  prices  and  costs  so  that 
each  man  can  know  what  the  market  is  and  govern  himself  in 
his  price-making  on  knowledge  as  to  what  is  the  fact  rather  than 
by  guessing  what  it  is.  Another  function  of  the  association  is 
to  obtain  and  publish  data  on  the  price-cutter  who  pretends  that 
lie  is  about  to  do  one  thing  and  does  another.  Men  of  that  kind, 
it  is  said,  throw  more  men  into  bankruptcy  than  any  other  ele- 
ment. They  do  it  by  creating  an  air  of  uncertainty.  As  a  rule 
members  of  an  association  do  not  want  to  do  business  with  men 
of  that  kind  but  generally  they  can  not  know,  unless  they  are 
members  of  an  association,  who  are  the  men  who  demoralize  a 
en  line  of  business  by  playing  one  manufacturer  against 
another  by  means  of  price  lies.  The  jobber  who  does  that,  it  is 
alleged  by  those  who  defend  the  open  price  associations,  seldom 
runs  any  risk  with  his  own  money,  yet  when  he  is  in  financial 
trouble  he  yells  loudest  if  he  is  put  out  of  business  through 
inability  to  buy  except  by  paying  cash  on  delivery,  and  not  then 
sometimes.  Another  point  made  against  the  government  officials 
who  seek  to  advertise  themselves  at  the  expense  of  business  men 
is  that  not  one  of  them  has  ever  been  willing  to  look  at  the 
books  to  determine  what  the  losses  of  the  accused  were  before 
he  began  making  any  kind  of  profit,  let  alone  to  profiteer.  Gov- 
ernment officials,  until  stopped  by  the  Supreme  Court,  tried  to 
make  owners  of  stocks  pay  income  and  excess  profits  taxes  on 
stocks  bought  before  1913  and  sold  thereafter  for  less  than  the 
original  cost,  simply  because  Congress  apparently  said  that,  in 
calculating  profits,  the  market  value  in  1913  should  be  taken  as 
the  base.  That  is  to  say,  if  a  man  bought  a  stock  in  1910  for 
$100,000  and  sold  it  for  $95,000  in  1917  he1  was  asked  to  pay  a 
profits  tax  because  in  1913  the  market  value  of  the  stock  was 
only  $75,000.  It  is  such  things  on  the  part  of  public  officials 
that  are  believed  to  have  created  the  suspicion  that  attaches  to 
Daugherty's  announcement. 


Some  Business  in  Government. — Every  now  and  then  a  man 
gets  into  the  public  service  who  seems  to  have  an  appreciation 
of  the  value  of  time.  President  Harding's  chairman  of  the  Ship- 
ping Board,  Lasker,  and  Assistant  Secretary  Finney,  of  the  De- 
partment of  the  Interior,  appear  to  be  men  of  that  kind.  Finney 
is  getting  the  reputation  among  those  who  have  business  with 
that  department  of  knowing  that  it  costs  somebody  $100  a  day 
or  more  to  hold  up  the  drilling  of  an  oil  well  on  the  public  land, 
for  instance,  and  that  in  the  end  the  public  must  pay  the  ex- 
penses, although  the  first  man  to  suffer  may  be  the  one  who  has 
the  lease.  Finney,  having  that  appreciation,  is  said  to  be  hurry- 
ing up  the  men  in  Secretary  Fall's  department  so  that  a  man 
who  has  not  been  convicted  of  a  crime  can  get  something  done 
without  having  to  prove  that  he  never  stole  sheep,  which,  It 
might  be  suggested,  might  not  be  relevant  to  the  Issue.  Lasker 
and  his  associates  on  the  Shipping  Board  have  come  to  the 
conclusion  that  the  chief  value  of  a  claim  against  the  govern- 
ment lies  in  the  ability  of  the  man  having  It  to  obtain  an  oppor- 
tunity to  prove  that  he  should  have  the  money  and  prove  it 
without  resort  to  the  irritating  technicalities  of  the  courts. 
Therefore,  they  have  decided  to  have  President  Harding  appoint 
what  will  amount  to  arbitration  boards  to  hear  and  dispose  of 
claims  against  the  Shipping  Board  and  its  subsidiary,  the  Emer- 
gency Fleet  Corporation.  In  discussing  the  matter,  Mr.  Lasker 
pointed  out  that  nearly  every  man  having  a  claim  against  the 
government  would  be  willing  to  settle  on  a  rock  bottom  basis  i 
he  could  have  an  assurance  that  he  would  get  his  money  within 

asonable  time.    Long  delay,  however,  tends  to  make  a  claim- 
ant stretch  his  claim  to  the  uttermost,  hoping  that  the  settle- 


ment he  obtains  will  t»-  big  enough  la  cover  the  IOM  he  will  In- 
cur  In   havlnR   to  wait   and  makn  many   trip*  to  Washington, 
financing  himself  In   id-  meantime      A  claim  Mutant  the  gov- 
ernment, as  a  rule.  In  n»r  worth  the  pnper  on  whlrh  li  In  wrl 
an  collateral  at  the  Imnk.     That  nlmply  mean*  that  Hi.,  wm 
formed  man  will  not  ii»  bUNlnc**  win,  the  Km.  .  »r*pt  at 

Inflated  prices  ir  he  run  help  It.  The  board*  for  th..  ronaMera- 
imn  of  the  claim*  will  t*  men  who  are  not  looking  for  gnven- 
IM.  ni  Job*  but  will  consider  service  on  the  board*  In  (be  "*fit* 
light  an  service  on  a  Jury— a  duty,  but  nni  anything  to  be  glad 
about  or  to  seek  to  make  last  as  long  as  poMlble. 

North  Carolina  Rate*,— It  I*  only  about  thirty  yeara  alnce  the 
railroads  and  the  rate  regulating  bodle*  began  having  (rouble 
about  the  adjustment  of  rated  to  and  from  North  Carolina  In 
relation  to  the  Virginia  cities.  It  Is  and  ha*  been  an  area  of 
bolls  and  carbuncles  that  the  Commission  ha*  been  trying  to 
deal  with.  The  old  Danville  rase,  which  was  about 
poraneous  with  the  Spokane  ca«e  (which  I*  the  veteran  of 
veterans)  Is  really  a  North  Carolina  case.  There  hare  been  two 
or  three  attempts  at  lancing  in  that  case,  but  not  one  Of  it 
has  been  successful.  Perhaps  Dr.  Eastman  will  afford  the 
patient  relief  with  the  plan  he  has  made  for  next  September  an<l 
embodied  in  the  last  discussion  on  No.  10.500.  The  earlier  effort 
in  the  same  case  was  shown  to  be  Inefficacious  before  the  plan 
was  carried  out.  It  is  when  such  cases  come  to  the  front  for 
the  second  or  third  time  that  amateurs  ru*h  In  with  t 
panacea,  a  mileage  scale  picked  out  of  the  thin  air.  The  only 
trouble  with  the  panacea  Is  that  It  Is  not  what  It  purport* 
to  be.  In  times  of  brisk  business  almost  any  kind  of  rate 
structure  will  stand  the  strain,  but  when  lean  business  cornea 
along  a  scale  that  is  not  based  on  the  theory  that  has  made 
the  New  York-Chicago  scale  a  fair  success,  cracks  and  shows 
signs  of  hard  wear.  The  Commission  has  a  good  many  mileage 
scales  outstanding  that  are  being  subjected  to  hard  strains. 
They  may  not  break,  but  it  Is  believed  they  will  not  look  as  good 
when  the  effects  of  the  present  depression  are  the  worst,  as  they 
did  when  they  were  fabricated  and  put  Into  use.  They  were 
made  when  business  was  on  the  up-grade  and  could  stand  any- 
thing. 


Lack  of  Management  in  Congress. — Men  With  fairly  good 
memories  sigh  for  the  return  of  some  kind  of  a  substitute  for 
the  strong,  responsible  government  that  controlled  the  House  of 
Representatives  until  the  revolution  in  1910  that  bowled  over 
Uncle  Joe  Cannon  every  time  they  think  of  the  weeks  and 
months  that  have  been  used  in  framing  the  tariff  bill  and  get- 
ting ready  to  frame  the  tax  reform  measures.  Dawdle,  dawdle, 
and  still  more  dawdle  seems  to  be  the  order  of  the  day  for  the 
House.  Pessimism  is  created  now  by  the  announcement  that 
the  tariff  bill  may  be  reported  by  July  1.  Nicholas  Longworth. 
three  or  four  weeks  ago,  guessed  It  would  be  reported  Just  about 
the  time  Dempsey  and  Carpentler  were  ready  to  make  their  little 
argument,  but  Longworth  was  hooted  as  being  unduly  dis- 
couraged. The  so-called  despotism  exercised  by  the  speaker  and 
the  rules  committee  prior  to  1910  was  upset  in  the  name  of 
democracy,  so  that  the  people  might  rule.  Ever  since  then  the 
House  has  been  dawdling,  with  no  one  responsible  for  the  waste 
of  time.  While  the  despotism  lasted  it  was  possible  to  name  on 
the  fingers  of  one  hand  the  men  responsible.  Now  each  of  about 
437  men  has  a  share  of  it  Neither  the  majority  nor  the  minor- 
ity is  organized  closely  enough  to  force  results.  When  the 
House  disorganized  the  machinery  that  had  been  built  up  in  a 
century  of  experience  presidents  tried  to  substitute  themselves 
as  a  guiding  force,  the  result  being  that  President  Wilson  was 
criticised  for  attempted  usurpation.  President  Harding,  to  avoid 
that  criticism,  decided  he  would  respect  the  co-ordinate  branch 
of  the  government  and  confine  himself  to  the  advice  authorised 
by  the  constitution.  As  things  are  going  now,  it  would  not  sur- 
prise any  one  to  have  the  session  of  Congress,  called  together 
in  April,  last  until  November  or  possibly  to  the  beginning  of 
the  regular  session.  The  lack  of  management  by  party  leaders 
is  one  of  the  things  that  men  with  comparatively  little  experi- 
ence in  legislative  matters  can  sense  without  any  trouble. 


Hoover's  Business  Policies. — While  the  attorney  general  Is 
talking  as  If  he  had  or  were  about  to  put  a  rod  In  pickle  for 
associations  of  business  men  that  mention  prices.  Secretary 
Hoover  Is  going  blithely  along  with  plans  for  a  better  under- 
standing between  government  and  business.  Which  of  the  two 
government  officials  will  make  the  policy  of  the  administration 
is  a  matter  for  guessing.  At  heart  an  attorney-general  must 
feel  that  he  Is  not  doing  much  unless  he  Is  civilly  or  criminally 
prosecuting  something  or  somebody.  Funds  are  provided  for 
that;  also  funds  are  provided  for  promoting  domestic  and  for- 
eign commerce.  Hoover  wants  Industries  more  closely  organ- 
ized. It  Is  his  idea  that  each  of  a  dosen  Industries  should  ap- 
point a  national  committee,  so  to  speak,  to  co-operate  with  an 
equal  number  of  divisions  in  the  Department  of  Commerce  for 
the  elimination  of  waste  and  standardization,  which  can  not  be 
done  without  the  collection  and  exchange  of  Information  about 
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the  things  that  cause  waste.  Hoover  has  already  had  confer- 
ences with  a  number  of  industries,  including  rubber  and  fish. 
Each  has  its  problems.  In  furtherance  of  that  co-ordination  and 
co-operation  idea  Hoover  has  had  a  number  of  dinners  and 
luncheons  with  the  editors  of  class  and  trade  papers.  The  edi- 
tors, as  a  rule,  having  little  faith  in  government  officials,  have 
viewed  the  advances  with  suspicion,  though  the  Hoover  idea 
appeals  to  them.  During  the  war  there  were  such  committees 
of  various  industries  trying  to  co-operate  with  the  government, 
but  Secretaries  Daniels  and  Baker  made  them  bitter  by  the 
tyrannical  exercise  of  the  despotic  power  conferred  by  the  Lever 
law.  They  seized  supplies  for  the  army  and  navy,  pretending 
that  that  was  the  only  way  they  could  obtain  them.  As  a  mat- 
ter of  fact,  price  was  the  only  obstacle.  They  arbitrarily  fixed 
prices,  and  then  paid  75  per  cent  of  the  prices  so  fixed,  telling 
the  owners  of  the  property  to  go  to  the  courts  for  redress.  In 
that  way  Daniels  took  coal  for  the  navy  for  ?4  a  ton  when  the 
market  price  for  other  big  users  was  $5.10.  But  he  did  not  pay 
$4.  He  paid  f3,  because  that  is  75  per  cent  of  the  price  offered. 
The  coal  operators  had  to  finance  the  government  by  borrowing 
to  carry  on  their  own  operations.  Part  of  the  increased  cost,  it 
is  suspected,  was  shouldered  off  on  the  public.  Now  the  courts 
are  giving  judgments  for  the  amounts  claimed,  because  nothing 
is  easier  to  prove  than  the  price  of  coal  at  a  definite  place  while 
coal  was  under  government  control.  These  facts  are  known  to 
the  editors  of  trade  newspapers,  hence  they  are  inclined  to 
"view  with  alarm."  A.  E.  H. 


LOADING  OF  REVENUE  FREIGHT 

The  Traffic  World  Washington  Bureau 

Revenue  freight  loading  in  the  week  ended  June  11  almost 
reached  the  800,000-mark,  the  total  being  788,997  cars,  the  larg- 
est number  of  cars  loaded  in  any  week  since  the  decline  in 
traffic  began  late  last  fall.  In  the  week  ended  June  4,  which 
included  Memorial  Day,  the  number  of  cars  loaded  was  706,- 
508,  as  compared  with  787,237  in  the  preceding  week.  Compil- 
ations for  the  weeks  ended  June  4  and  June  11  were  completed 
by  the  car  service  division  of  the  American  Railway  Association 
June  21. 

In  the  month  of  May  there  was  a  steady  increase  in  the 
number  of  cars  loaded.  In  the  week  ended  May  7  the  total  was 
718,025;  May  14,  750,158;  May  21,  768,330,  and  May  28.  787,237. 
The  drop  in  loading  for  the  week  ended  June  4  was  attributed 
to  the  observance  of  Memorial  Day. 

In  the  corresponding  weeks  ended  June  11  in  1920  and  1919 
the  loading  totaled  930,976  and  807,205,  respectively,  and  for 
the  week  ended  June  4,  828,907  and  776,610,  respectively. 

Loading  by  districts  for  the  week  ended  June  11  and  the 
corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  6,895  and  5,607" 
live  stock,  3,239  and  2,873;  coal,  44,309  and  56,597;  coke,  1,032 
and  3,000;  forest  products,  6,266  and  8,445;  ore,  2,369  and  7806' 
merchandise,  L.  C.  L.,  58,849  and  25,568;  miscellaneous  72411 
and  113,493;  total,  1921,  195,010;  1920,  223,389;  1919,  203,550. 

Allegheny  district:  Grain  and  grain  products  3,041  and 
2,710;  live  stock,  3,630  and  3,555;  coal,  52,497  and  56,398"  coke 
'2  and  5,849;  forest  products,  2,973  and  3,539;  ore,  6973  and 
11,084;  merchandise,  L.  C.  L.,  43,859  and  42,522;  miscellaneous 
52,797  and  73,987;  total,  1921,  168,142;  1920,  199,644;  1919,  167,- 
189. 

Pocahontas  district:    Grain  and  grain  products,  181  and  157; 

live  stock,  153  and   118;    coal,  23,724  and  18,312;    coke,  55  and 

forest  products,  1,416  and  2,157;  ore,  26  and  220;  merchan- 

lise,  L.  C.  L.,  2,636  and  129;   miscellaneous,  5,189  and  10312" 

total,  1921,  33,380;    1920,  32,036;    1919,  32,981. 

Southern  district:    Grain  and  grain  products,  3,664  and  3  291- 

live  stock,  2,302  and   2,185;    coal,   19,796   and  23,092;    coke'  441 

38;  forest  products,  14,608  and  16,690;   ore,  787  and  3494- 

lerchandise,  L.  C.  L.,  38,291  and  25,908;   miscellaneous    32375 

and  51,541;   total,  1921,  112,264;   1920,  126,439;   1919    112348 

district:  Grai"  and  grain  products,  11,647  and 

,'  7'"36  an,d  6>856:   coa1'  5'331  and  8,405;   coke 
09;    forest  products,   14,751   and   18,171;    ore    18741 

' 
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46,942;   merchandise,  L.  C.  L.,  27,714    and    22,501-  'miscel- 
"nd    44'782;    total-  1921-  117'89°;   1920,  158,651; 


,_      . 

,H  ¥?|tiral,,WeStfrn,  di8trict:     Grain  and  grain  products,  10,783 

I.^K:«£M£O£>  9;8n  ana  9>845:  c°ai-  is-324  &nd  22^-> 

1  528;  forest  products,  5,076  and  6,684;  ore,  541  and 

i  STM?!  V',C;  L"  29'100  and  31'504=   miscellaneous, 
8  and  43,284;   total,  1921,  104,918;   1920,  128,646;   1919    100- 

DoUt 

?-°  "thwes,te™  District:    Grain  and  grain  products,  4,908  and 

£  ^V'564  and  2459:    coal-  4-107  and  5735;    coke" 
;  forest  products,  6,303  and  7,292;  ore,  742  and  843- 

-  U  °-  L"  15'651  and  16-505:   miscellaneous    22984 
and  25902;   total.  1921,  57,393;   1920,  62,171;   1919,  44,133 

Grain  and  grain  products,  41,119  and  34- 

47M  ££'i?9K«B  fnd    2?'591:    C°al>   163'°88    and   "MS 
10179  a  [orest  Presets,  51,393  and  62,978;   ore, 

and  75,024;   merchandise,  L.  C.   L.,  215,740  and  164,637; 


miscellaneous,    253,555   and   363,301;    total,    1921,    788,997;    1920, 
930,976;   1919,  807,205. 

The  loading  by  districts  for  the  week  ended  June  4  and 
the  corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  6,347  and  4,518; 
live  stock,  2,359  and  2,396;  coal,  36,092  and  46,457;  coke,  1,028 
and  3,523;  forest  products,  5,342  and  7,308;  ore,  2,511  and  6,089; 
merchandise,  L.  C.  L.,  51,108  and  21,519;  miscellaneous,  60,316 
and  98,212;  total,  1921,  165,103;  1920,  190,022;  1919,  197,354. 

Allegheny  district:  Grain  and  grain  products,  2,810  and 
2,395;  live  stock,  2,823  and  2,712;  coal,  43,890  and  48,407;  coke, 
2,227  and  5,933;  forest  products,  2,690  and  3,384;  ore,  6,244  and 
10,670;  merchandise,  L.  C.  L.,  40,831  and  37,277;  miscellaneous, 
44,620  and  65,362;  total,  1921,  146,135;  1920,  176,140;  1919,  159,- 
703. 

Pocahontas  district:  Grain  and  grain  products,  154  and  90; 
live  stock,  150  and  131;  coal,  23,014  and  18,243;  coke,  33  and 
645;  forest  products,  1,350  and  2,049;  ore,  23  and  229;  merchan- 
dise, L.  C.  L.,  2,379  and  176;  miscellaneous,  4,791  and  9,292; 
total,  1921,  31,894;  1920,  30,855;  1919,  34,773. 

Southern  district:  Grain  and  grain  products,  4,238  and 
2,890;  live  stock,  1,980  and  2,177;  coal,  19,416  and  22,376;  coke, 
448  and  172;  forest  products,  14,470  and  16,  403;  ore,  582  and 
3,117;  merchandise,  L.  C.  L.,  35,258  and  23,452;  miscellaneous, 
31,002  and  47,362;  total,  1921,  107,394;  1920,  117,949;  1919,  110,- 
861. 

Northwestern  district:  Grain  and  grain  products,  11,086 
and  8,297;  live  stock,  6,021  and  6,760;  coal,  4,759  and  6,324; 
coke,  628  and  1,111;  forest,  products,  14,121  and  17,760;  ore,  17,- 
708  and  45,562;  merchandise,  L.  C.  L.,  24,994  and  19,604;  mis- 
cellaneous, 28,526  and  39,485;  total,  1921,  107,843;  1920  144- 
903;  1919,  138,225. 

Central  Western  district:  Grain  and  grain  products,  12,092 
and  7,605;  live  stock,  8,257  and  9,277;  coal,  12,252  and  20,455; 
coke,  156  and  477;  forest  products,  4,255  and  5,152;  ore,  519  and 
4,946;  merchandise,  L.  C.  L.,  26,271  and  28,031;  miscellaneous, 
30,542  and  36,360;  total,  1921,  94,344;  1920,  112,303;  1919,  89,- 
024. 

Southwestern  district:  Grain  and  grain  products,  4,667  and 
3,371;  live  stock,  2,449  and  2,236;  coal,  3,251  and  5,757;  coke, 
122  and  132;  forest  products,  5,999  and  6,204;  ore,  724  and  817; 
merchandise,  L.  C.  L.,  14,405  and  15,120;  miscellaneous,  22,178 
and  23,098;  total,  1921,  52,795;  1920,  56,735;  1919,  46,672. 

Total,  all  roads:  Grain  and  grain  products,  41,394  and  29,- 
166;  live  stock,  24,039  and  25,689;  coal,  142,674  and  168,019; 
coke,  4,642  and  11,993;  forest  products,  48,227  and  58,260;  ore, 
28,311  and  71,430;  merchandise,  L.  C.  L.,  195,246  and  145,179; 
miscellaneous,  221,975  and  319,171;  total,  1921,  706,508;  1920, 
828,907;  1919,  776,610. 

L.  C.  L,.  merchandise  loading  figures  for  1921  and  1920  are  not 
comparable  as  some  roads  are  not  able  to  separate  their  L.  C.  L,. 
freight  and  miscellaneous  of  1920.  Add  merchandise  and  miscellaneous 
figures  to  get  a  fair  comparison.  , 


CAR  SUPPLY  SUMMARY 

The  Traffic  World  Washington  Bureau 

"The  supply  of  box  cars  in  excess  of  requirements  has  de- 
creased 10,000  cars  in  the  past  two  weeks,"  W.  L.  Barnes,  ex- 
ecutive manager  of  the  car  service  division  of  the  American 
Railway  Association,  said  in  a  summary  of  general  conditions 
under  date  of  June  11,  just  issued  by  the  division.  "Brisk  de- 
mand for  grain  cars  has  resulted  in  localized  shortages  at  some 
points  in  the  west.  Special  attention  is  directed  to  the  im- 
portance of  returning  promptly  to  home  roads  cars  belonging 
to  grain  loading  lines." 

As  to  other  classes  of  equipment,  Mr.  Barnes  said: 

Auto  Cars:    No  improvement  in  the  demand  for  automobile  equip- 
snt.     Cars  of  this  type  should  be   worked  home   or  disposed  of  to 
loading  territory  as  requirements  may  necessitate. 

Ventilating  Box  Cars:  Heavy  loading  of  perishable  products  de- 
veloping in  the  South.  It  is  important  that  ventilated  cars  be  re- 
f~  ?i!r  P.rom.Ptly  to  the  owners,  and  not  used  for  dead  freight  except 
In  the  direction  of  the  empty  movement 

Stock  Cars:     Supply  of  stock  cars  in  excess  of  requirements  has 
increased  in  the  past  two  weeks,   particularly  single  decks. 
n^     •  '"Crater    Cars:      No    change    in    refrigerator    situation.      The 
?™™     Peac^   crolLa,?d   vegetables   from   the   South   and   Southwest 
are  now  moving.     Full  supply  in  all  sections. 

or^YtTnnn0?,™  *rs:  While  th,e  coal  Production  remains  about  station- 
Hm,»«  8,000  000  tons  Per  week,  the  number  of  surplus  coal  cars  con- 
1«7  sna  ™  show  ,a  rSd,uc0tn?",o  The  surPlus  as  of  May  31.  1921,  was 
»!'=  t  coraPared  with  204,323  May  15.  The  relocation  of  open  top 
Rules  ownmff  Imes  should  continue  in  accordance  with  Car  Service 

^:v.  Fla!;   cars   a/e   wel1   distributed   to   meet  current   de- 
»l-=    h,av'Lin,creased  to  some  extent  in  the  past  three  weeks. 
Car   Servino   ,fh?uld   *>*  se.nt  to  the   owning   line   in  accordance  with 


LOAN   TO   HAMPTON   &   BRANCHVILLE   R.  &   L.   CO. 

The  Hampton   &  Branchville  Railroad  &  Lumber  Company 
Carolina  has  applied  to  the  Commission  for  a  loan  of 
i  to  retire  an  outstanding  mortgage,  buy  new  equipment 
and  make  additions  and  betterments 
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Decisions  of  Interstate  Commerce  Commission 


RATES  BETWEEN  VA.  CITIES  AND  N.  C. 

Another  attempt  to  adjust  class  and  commodity  rates  i 
tween  Virginia  cities  on  the  one  hand  and  North  CaroHna  polntt 
on  the  other,  has  been  made  by  the  Commission  in  a  report  on 
reargument    on    No    10500,  Corporation   Commission   of  North 
Carolina   vs.   Atlantic   Coast   Line.   Director-General    et  al     ami 
No.   10515,  Raleigh  Chamber  of  Commerce  et  al    vs    Seaboard 
Dln-c-tor  c.-ncral,  et  al,  opinion  No.  6917,  62  I.  C  C.  64-92  wXen 
y  Commissioner  Eastman     The  original  report  was  published 

J-  C'  £l  523'    The  order  ln  that  reP°rt  was  never  r 
operative.     The   carriers   pointed   out   so   many    inconsistent 

•  •tally   in   the  adjustment  from   eastern  North   Carolina  t 
Tennessee  points,  that  the  Commission  reopened  it  and 
down  for  further  argument,  the  Virginia  commission  being  al- 
lowed to  intervene  and  be  heard.    Commissioner  Potter  did  not 
take  part  in  this  case. 

The  order  in  the  case,  after  this  reargument,  Is  to  be  made 
operative  on  September  15. 

In  a  general  way  of  speaking,  the  adjustment  ordered  on 
this  further  argument  deals  with  the  situation  by  dividing  the  ex- 
isting groups  into  subdivisions,  and  then  requires  the  carriers 
to  devise  a  scale  for  alternative  use  so  as  to  avoid  the  striking 
contrasts  that  would  be  caused  by  strict  adherence  to  a  group- 
ing of  the  rates. 

At  several  points  in  the  report  on  reargument  Commissioner 
Eastman  said  the  arguments  of  the  carriers  were  based  on  the 
erroneous  assumption  that  the  original  report  directed  the  re- 
moval of  the  undue  prejudice  by  the  reduction  of  the  North 
Carolina  rates.  The  implication  in  this  report  seems  clear  that 
the  Commission  would  not  deem  it  out  of  harmony  with  the 
spirit  of  the  report  were  the  carriers  to  increase  Virginia  cities 
rates. 

The  case,  as  set  forth  in  both  the  original  and  the  report 
on  reargument,  is  divisible  into  twn  parts  One  part  involves 
the  adjustment  of  rates  to  and  from  points  in  South  Carolina, 
Georgia,  Florida,  Alabama,  Mississippi  and  Tennessee,  com- 
monly called  the  southern  adjustment  or  adjustment  into  the 
southeast;  and  the  northern  aHjngtmpTit  having  to  do  with  rates 
to  and  from  points  in  New  England,  New  York,  Pennsylvania, 
New  Jersey,  Maryland  and  Delaware. 

In  the  original  report  the  rates  in  both  adjustments  were 
held  to  be  unduly  prejudicial  to  the  North  Carolina  manufac- 
turing and  jobbing  cities  and  unduly  preferential  of  the  Virginia 
cities.  Only  Norfolk  and  Richmond  were  treated  in  the  prior 
order,  the  Commission  expecting  the  carriers  to  line  up  other 
Virignia  cities  in  accordance  with  the  indices  given  in  the  report. 

The  chief  inconsistency  pointed  out  by  the  carriers  was 
that  the  spread  ordered  by  the  Commission,  when  applied  from 
eastern  North  Carolina  to  Tennessee  and  Mississippi  destina- 
tions, had  the  result  of  giving  North  Carolina  points  of  origin 
lower  rates  for  longer  hauls  than  Virginia  cities.  The  same 
was  true  with  regard  to  points  in  Georgia. 

On  the  record,  as  made,  the  Commission  found  that  from 
and  to  points  in  the  first  four  numbered  zones  in  North  Carolina, 
to  and  from  points  in  South  Carolina,  and  the  rest  of  the  south- 
east, the  first  class  rate  should  be  under  the  Virginia  cities'  rate 
by  amounts  running  from  4  to  49  cents  per  100  pounds.  Further 
findings  on  features  of  the  southern  adjustment  are  as  follows: 

We  find  no  undue  prejudice  in  the  maintenance  of  rates  between 
points  in  zone  1  east  of  the  line  of  the  Atlantic  Coast  Line  between 
Wi'ldon  and  Goldsboro,  points  in  zone  2  on  the  Atlantic  Coast  Line 
between  Goldsboro  and  Wilmington,  including  the  Clinton  branch, 
and  points  on  the  Wilmington,  Brunswick  &  Southern,  on  the  one 
hand,  and  points  in  Tennessee,  on  the  other,  no  higher  than  the 
rates  contemporaneously  maintained  between  Richmond  or  Norfolk 
and  the  same  points. 

We  find  that  the  rates  on  the  other  classes  from  and  to  the  North 
Carolina  points  should  be  lower  than  the  corresponding  rates  from 
and  to  Richmond  and  Norfolk  by  minimum  amounts  which  are  the 
percentage  of  the  minimum  first-class  spreads  above  prescribed 
as  the  rates  on  such  other  classes  from  and  to  Richmond  and  Nor- 
folk are  of  the  corresponding  first-class  rates. 

We  further  find  that  the  establishment  of  rates  based  upon  the 
differentials  above  outlined  will  not  remove  the  entire  undue  preju- 
dice existing  with  respect  to  rates  between  points  in  North  Carolina 
••i nd  points  in  South  Carolina  and  other  states  to  the  south  and  west 
as  compared  with  rates  between  the  Virginia  cities  and  the  same 
points,  and  that  to  remove  this  further  discrimination,  a  mileage 
scale  should  be  established  covering  both  single-line  and  joint  hauls 
for  distances  up  to  200  miles  to  apply  alternatively  with  the  group 
rates  resulting  from  the  differentials  herein  suggested. 

It  is  not  possible,  however,  upon  this  record  to  prescribe  such  a 
scale,  and  the  defendants  will  be  expected  within  60  days  after  the 
>iK  of  this  report  to  submit  to  us  for  consideration  such  a  mile- 
ave  sral.>  so  constructed  as  to  harmonize  with  the  group  rates.  Pref- 
erably conferences  should  lie  held  by  the  defendants  with  the  com- 
plalnants  and  others  interested  in  an  effort  to  reach  an  agreement 
upon  the  scalp  to  he  adopted  before  submitting  it  to  us. 

\Vc  adhere  to  our  previous  finding  with  respect  to  commodity 
rate*,  set  forth  on  IKIKC  537  of  the  original  report. 

In   disposing  of   the   northern   adjustment!  the   Commission 


took  note  of  what  It  d.  .„„.,)  i,,  be  the  fact  that  th«  carriers  are 
DOt  now  compelled,  by  reason  of  water  competition,  to  maintain 
i'f  % have  always  held  to  be  the  sub-normal  adjustment  to 
Sf  ™°..m.ylrg,lnla  cltlM'  The  reP°rt  ralu  ««t«-ntlon  to  the  fact  that 
the  Old  Dominion  Steamship  Company  haa  discontinued  opera- 
since  the  first  report.  The  boat*  of  that  company  are  being 
operated  Independently  of  the  railroads.  Commissioner  Eastman 
Rn'd.  between  New  York  M  tne  northern  (.•rnilnim  and  Norfolk 
and  Richmond  an  the  southern  termini,  but  that  the  rate*  made 
by  them  in  their  tri-weekly  service,  which,  while  lower  than  the 
11-rall,  have  not  necessitated  reduction  of  the  all-rail  or  rall- 
and  water  rates.  Mr.  Eastman  called  attention  to  the  fact  that 
the  rates  of  the  Independent  boat  lines  are  substantially  the  same 
as  the  all-rail,  except  on  the  lower  classes,  on  which  the  steam- 
boat rates  are  slightly  lower. 

In  further  Illumination  of  the  water  competition  part  of  the 
case,  and  in  support  of  the  previous  statement  that  the  Implica- 
tion throughout  the  report  was  that  Virginia  cities  rates  might 
well  be  increased,  the  following  Is  quoted  from  the  report: 

vir«rNn°ir  d<?fiS  "  appear  that  ^e  ""«•  between  eastern   territory  and 
naf  r^nLV      'Miare.KnOW  .Con?plcuol"ly   low-      A"   •"<"«"»    In    our  orlKl- 
il   report,  while  the  rates  from  eastern  ports  to  Norfolk  and   Rich- 
mond  are   substantially    lower   than   the   Central    Freight    AssocStlon 

S?&  tte  £°Tspo5dlnK.urntel!  from  'nt'T""-  eastern  points  are  sub- 
stantially higher  than  that  scale.  Upon  reargument  It  waa  stated 
for  defendants  hat  the  Pennsylvania  felt  that  It  could  notnU*?  Its 
rates  to  Norfolk  or  Richmond  materially  without  throwing  them 
out  of  line  with  the  general  adjustment  In  Its  territory:  and  It  was 
nm,'^"  !£atjf  tSe  pr°p°«>d  10-class  scale  were  Introduced  "n 
Official  Classification  territory,  there  would  be  no  marked  increase  In 
the  rates  between  eastern  ports  and  Norfolk  or  Richmond. 

No  very  substantial  reasons,  therefore,  have  been  shown  for  modl- 
mi?8, 1Ur,i0VmeM  con,cluslon  «hat  defendants  are  not  compelled  "to 
maintain  their  all-rail  rates  between  the  Virginia  cities  and  eastern 
seaboard  ports  on  a  subnormal  basis  because  of  water  competition." 
Between  Philadelphia  and  Norfolk  or  Richmond  no  water  lines  what- 
ever operate,  and  the  same  la  of  course  true  of  eastern  Interior 
ponts.  However  the  establishment  of  the  new  Independent  lines 
between  these  Virginia  cities  and  New  York  and  the  general  rate 
situation  make  water  competition  a  factor  which  ought  not  whollv 
c?usi  disregarded'  and  !t  nas  received  consideration  In  our  con- 
In  making  what  the  Commission  obviously  hopes  Is  a  final 
disposition  of  the  case.  Commissioner  Eastman  said: 

Summing  up  the  matter,  upon  consideration  of  all  that  haa  been 
said  in  reargument  we  are  persuaded  that  the  differentials  prescribed 
in  our  original  report  should  be  modified.  There  is  no  little  difficulty 
in  dealing  justly  with  the  situation,  and  notably  because  of  the  Ir- 
regularity and  inconsistency  both  of  the  rates  between  eastern  terri- 
tory and  \lrginla  cities  and  of  the  rates  between  eastern  territory 
and  North  Carolina.  The  reargument,  however,  has  shown: 

(1)  That  the  differentials  prescribed  are  not  properly  adjusted 
to  the  shorter-haul  traffic,  such  as  the  traffic  between  Baltimore  and 
North  Carolina  points. 

(2.'  ,  T£at  y*6  sPrS»d  '"  the  differentials  as  between  zone  1  and 
zone  2  In  North  Carolina  is  inadequate. 

(3)  That    it    Is    desirable,    at  least    upon    the    present    record,    to 
adopt  a  plan  which  will.   If  possible,   make  It  unnecessary  to  disrupt 
the  present  differentials  between  eastern  ports  on   traffic  with  Caro- 
lina territory. 

(4)  That  water  competition  affecting  the  Virginia  cities  rates  Is 
a    factor   which    ought    not    to    be   wholly    disregarded,    although    the 
evidence  Indicates  that  It  is  of  minor  Importance. 

In  attempting  modifications  with  a  view  to  meeting  these  valid 
criticisms  of  our  former  action  we  have,  therefore,  made  the  differ- 
entials large  enough  to  fit  short-haul  traffic  and  to  maintain  a  suit- 
able spread  between  zones  1  and  2.  and  also  large  enough  to  permit 
leeway  for  preserving  port  differentials  and  avoiding  the  possible 
danger  of  surrendering  traffic  to  water  routes.  It  Is  contemplated 
that  these  differentials  will  be  held  merely  as  maxima  and  that  the 
actual  differentials.  In  many  cases,  will  fall  helow  these  maxima. 

We  therefore  find  that  the  class-rate  adjustment  attacked  between 
eastern  ports  and  Interior  eastern  points,  on  the  one  hand,  and  Rich- 
mond, Norfolk  and  points  In  North  Carolina  In  zones  1  and  2.  on 
other.  Is  unduly  prejudicial  to  the  North  Carolina  points  and  unduly 
preferential  of  Richmond  and  Norfolk  (1)  to  the  extent  that  the  first- 
class  all-rail  rates  to  and  from  points  In  zone  1  exceed  the  correspond- 
ing   rates    to   and    from    Richmond    by    more    than    60    cents    p«r    100 
pounds;    (2)    to   the   extent    that    the   first-class   all-rail    rate*  to  and 
from    points   In   zone   2  exceed   the  corresponding    rates   to  and   from 
Richmond  by  more  than  72  cents  per  100  pounds:    (3)    to  the  extent 
that  the  first-class  water-and-rall  rates  between  Baltimore  and  zone 
1   points  exceed  the   first-class  all-water  rates  subject   to  our  Juris- 
diction   between  Baltimore  and   Norfolk   or  Richmond    by   more   than 
60  cents  per  100  pounds:   (4)   to  the  extent  that  the  first-class  water- 
and-rall  rates  between  Baltimore  and  zone  2  points  exceed  the  flrst- 
claas  all-water   rates   subject    to  our  jurisdiction    between    Baltimore 
and   Norfolk    or  Richmond    by   more    than    72   cents   per   100   pounds- 
(5)   to  the  extent  that   the  all-rail   rates  on  classes  other   than   flret 
between  eastern  ports  and   Interior  eastern  points,  on  the  one  hand 
ami   points  In  zone  1.  on  the  other,  are  greater  than  rate  const™ 
by  applying  to  the  first -class  rates,   constructed  In  the  manner  i 
scribed  In  (1)  above,  the  percentages  of  first  class  contemporaneou 
maintained  with  respect  to  the  rates  between   Richmond,   on   the  one 
hand,   and  the  same  points  In  zone  1.  on  the  other:   (6)   to  the  fxtpnt 
that    the    all-rail    rates   on   classes   other   than    first    between    eastern 
ports    and    Interior  eastern    points,    on    the    one   hand,    and    points   In 
/.cm..  J.   mi    Hi.,  other,  are  greater  than   rates  constructed   by  applying 
to  the   first-class  rates,   constructed   In   the   manner   prescribed    in 
above,    the   percentages   of   first    class   contemporaneously    malntmi 
with    respect  to  the    rates   between    Richmond,   on   the  one   hand,   and 
tbe  same   points   In   zone   2.   on    the  other:    (7)    to   the  extent    th»t   the 
i  -and-rall    rates   on    classes   other   than    first    between    Baltimore 
and  points  In  zone  1  are  greater  than  rates  constructed  by  applying 
to  the  first-class  rates,  constructed  In  the  manner  prescribed   In   (J) 
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RATE   ON   BALED  STRAW 
A  finding  of  unreasonableness  because  the  joint    rate    on 


T^rkoort   N  Y.,  to  Thomson,  N.  Y.,  in  the  three  last  months  of 
WlSw^Tnot  unreasonable  or  unduly  prejudicial.    The  rate  under 

with  respect  to  the  rate*  ^^i1'  T''orTthe  o'tner"and  (8)  to  the      ^tar-k  was  225  cents.     Reparation  was  sought  to  the  basis  of  a 
n't  a,'hatththeBawaete?>anndS-rru  ?Sfes' between   Baltimore  «>*  J»£U      subsequently  established  rate   of  20   cents.     The   only  showing, 

ea&SSR^HsjtMiaWb^S  ^^^\^'T^t^t^^L^^f^^ 

Lockoort  to  Boston  and  other  points  m  Mai 

Thomson  was  intermediate.   The  Director-General  said  the  lower 

rate  to  the  more  distant  point  was  made  to  meet  a  lower  rate 

from  Erie  to  Boston. 

SHAVINGS  AND  SAWMILL  REFUSE 

In  a  report  on  No.  11281,  Wausau  Box  and  Lumber  Co.  et  al 
vs  Chicago,  Milwaukee  &  St.  Paul  and  Director-General,  opinion 
No  6913  62  I  C  C.  56-8,  the  Commission  has  held  unreasonable 
(and  ordered  reparation)  a  rate  of  $15  per  car  on  shavings  and 
sawmill  refuse  from  Wausau,  Wis.,  to  Brokaw  and  Rothschild, 
Wis  between  June  25  and  August  5,  1918.  The  Commission 
said'the  $15  per  car  charge  was  unreasonable  because  and  to  the 
extent  that  it  exceeded  the  charges  that  would  have  accrued  at 
the  contemporaneous  rates  and  minima.  The  rates  were  2  and 
25  cents.  The  Director-General  tried  to  show  a  cost  of  more 
than  $20  per  car  but  the  cost  data  were  prepared  as  if 
ties  of  the  Milwaukee  at  Wausau  were  devoted  wholly  to  the 
service  of  the  complainant.  In  addition  the  Director-General  in- 
cluded per  diem  on  the  cars,  although  they  belonged  to  the  Mil 
waukee  and  undue  detention  would  have  caused  the  imposition 
of  demurrage.  The  Commission  said  it  could  not  accept  that 
kind  of  cost  accounting  for  its  guidance. 

RATES   ON    SORGHUM    SYRUP 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11480,  Best  Clymer  Mfg.  Co.  vs.  II 
Central,  Director-General  et  al,  opinion  No.  6916,  62  I.  C.  C.  6 
as  to  rates  on  sorghum  syrup  in  barrels,  carloads,  from  Corinth, 
Calhoun  City  and  Lexington,  Miss.,  to  St.  Louis.    The  Commission 
said  the  rates  assailed  were  unreasonable  to  the  extent  they 
exceeded  32.5  cents  at  the  time  of  movement  in  November  and 
December,  1918,  and  that  the  present  rate  from  Lexington  to 
St   Louis  is  and  for  the  future  will  be  unreasonable  to  the  ex- 
tent that  it  exceeds  32.5  cents,  plus  the  Ex  Parte  74  increases. 

LOAN  TO  GEORGIA  &  FLORIDA  R.  R. 

With  Commissioner  Daniels  dissenting,  but  not  writing  a 
separate  opinion,  the  Commission,  in  finance  docket  No.  962,  has 
approved  a  loan  from  the  treasury  to  the  receivers  of  the  Georgia 
&  Florida  for  $800,000  to  help  that  company  meet  indebtedness 
that  has  already  matured  and  to  make  improvement  and  bet- 
terments. The  receivers  are  also  to  issue  an  equal  amount  of 
their  own  certificates  so  that  in  effect  they  will  match  the  gov- 
ernment loan  dollar  for  dollar.  The  certificate  approving  the 
loan  provides  that  the  loan  shall  not  be  given  by  the  treasury 
until  the  arrangements  for  the  disposal  of  the  receivers'  cer- 
tificates have  been  made  and  the  money  spent  or  definitely  obli- 
gated, on  or  before  January  1,  1922. 

TAMPA  NORTHERN  AND  SEABOARD  AIR  LINE  NOTE 

In  Finance  Dockets  Nos.  1433  and  58  the  Tampa  Northern 
and  the  Seaboard  Air  Line  have  been  authorized  to  make  the 
necessary  arrangements  for  a  renewal  of  a  note  for  $100,000, 
held  by  the  Bankers'  Trust  Company  of  New  York,  due  Feb- 
ruary 24  last.  The  note  at  that  time  was  for  $200,000,  and  it 
had  been  renewed  for  more  than  four  years.  The  trust  com- 
pany refused  to  renew  it  in  full,  insisting  upon  curtailment. 
The  Commission  came  to  the  assistance  of  the  company  and 
approved  the  making  of  a  loan  of  $100,000  from  the  treasury,  to 
be  applied  on  the  reduction  of  the  note  and  the  orders  in  the 
two  finance  dockets  hereinbefore  mentioned  are  in  furtherance 
of  the  plan  to  reduce  that  note  due  February  24  last  to  $100,000. 

The   $200,000  note  was  secured  by   $480,000  worth  of  the 
Tampa  Northern's  consolidated  mortgage  gold  bonds,  series  A, 
and  the  indorsement  of  the  Seaboard  and  $240,000  worth  of  i 
first  and  consolidated  mortgage  bonds  loaned    to    the  Tampa 
Northern  for  that  purpose. 

In  Finance  Docket  No.  58,  on  further  consideration,  the 
Commission  decided  that  the  Seaboard  might  indorse  the  re- 
duced note,  which  ran  for  ninety  days  from  February  24  and  was 
renewed.  The  interest  on  the  note  is  at  the  rate  of  7  per  cent. 

The  companies  had  to  apply  to  the  Commission  for  authority 
to  issue  this  short  term  paper  because  the  amount  involved  is 
more  than  five  per  cent  of  the  securities  of  the  Tampa  Northern. 

W.,  C.  F.  &  N.  NOTES  AND  BONDS 

The  Waterloo,  Cedar  Falls  &  Northern  of  Iowa  has  filed  an 
application  with  the  Commission  asking  authority  to  issue  $2,- 
200,000  of  its  general  mortgage  7  per  cent  gold  bonds;  to  issue 
and  sell  at  par  for  cash  $700,000  of  its  common  stock,  and  to 
issue  equipment  notes  in  connection  with  the  purchase  of 
twenty  double  and  safety  motor  cars.  The  company  proposes 
to  put  up  $1,575,000  of  the  bonds  as  collateral  for  a  loan  of 
$1,260,000  from  the  United  States  and  $625,000  of  the  bonds  for 
a  loan  of  that  amount. 


wTre'made  °n  'oeTembe'r,  1913,  and'  January,  1914.    The  case  has 
been  hanging  fire  since  1915. 

RATE  ON   EMPTY  BARRELS 

An  award  of  reparation  has  been  made  on  account  of  un- 
reasonable rates  on  empty  apple  barrels  from  Carthage  and  Re- 
public, Mo.,  to  Westville,  Okla.,  in  a  report  on  No.  11750,  Samuel 
D  West  vs  St  Louis-San  Francisco  et  al.,  opinion  No.  6910, 
62  I  C  C  45-46.  Reparation  is  to  be  made  to  the  basis  ot  a 
rate' of '20 'cents,  subject  to  rule  B.  The  shipments  were  made 
in  July  and  August,  1919. 

COAL,  ILLINOIS  TO  TALLULAH 

The  Commission  has  dismissed  No.  11626,  Tallulah  Cotton 
Oil  Co  vs  Missouri  Pacific,  Director-general  et  al.,  opinion  No. 
6908  62  I  C  C  41-2,  the  Commission  holding  that  the  rate  on 
soft '  coal  from  'southern  Illinois  mines  to  Tallulah,  La.,  since 
June  25,  1918,  were  and  are  not  unreasonable  or  otherwise  un- 
lawful.   

RATE  ON  WOOD-PULP  BOARD 

An  order  of  dismissal  has  been  entered  in  No.  11646,  United 
Paperboard  Company  vs.  Maine  Central  et  al.,  opinion  No.  6909, 
62  I  C  C  43-4  the  Commission  holding  that  the  applicable  rate 
on  wood-pulp  board  from  Fairfield,  Me.,  to  Bushwick  Station, 
Brooklyn,  on  a  carload  shipped  in  October,  1918,  was  not  un- 
reasonable or  unduly  prejudicial. 

LUMBER,  MOBILE  TO  CHATTANOOGA 
The  Commission  has  dismissed  No.  11844,  Ingram-Day  Lum- 
ber Co.  vs.  Louisville  &  Nashville  et  al.,  opinion  No.  6911,  62 
I.  C.  C.  47-8,  holding  that  the  rate  on  lumber  from  Mobile  to 
Chattanooga  in  January,  1919,  was  not  unreasonable  to  unduly 
prejudicial.  The  shipments,  apparently,  were  made,  the  Com- 
mission said,  over  the  more  expensive  route  of  the  L.  &  N.  to 
obtain  better  service.  The  rates  over  other  routes  were  lower 
but  the  complainant  specified  the  route  over  which  a  rate  of 
20.5  cents  applied,  rather  than  route  them  over  rails  to  which 
a  rate  of  17.5  applied. 

RATE   ON  COAL,   IND.  TO   MICH. 

The  Commission  has  dismissed  No.  11616,  E.  I.  du  Pont  de 
Nemours  &  Co.  vs.  Director-General,  as  agent,  opinion  No.  6907, 
62  I.  C.  C.  39-40,  holding  that  the  rate  on  soft  coal  from  Midland, 
Ind.,  to  Grayling,  Mich,  was  not  unreasonable  and  that  the  com- 
plainant had  not  been  damaged  by  the  alleged  unjust  discrimi- 
nation or  undue  prejudice.  In  this  case  the  complainant  sug- 
gested that  the  rate  was  unreasonable  because  it  was  subse- 
quently reduced.  A  combination  of  $3.47  was  imposed  on  72 
carloads  shipped  in  October  and  November,  1918.  Later  a  joint 
rate  of  $2.62  was  established. 

RATES  ON  COAL 

An  order  of  dismissal  has  been  made  in  No.  11169,  National 
Fireprooflng  Co%  vs.  Pennsylvania  Co.,  Director-General,  et  al., 
opinion  No.  6912,  62  I.  C.  C.  49-55,  the  Commission  holding  that 
rates  on  coal  from  points  in  the  Mercer-Butler  and  the  Pitts- 
burgh districts  to  Perth  Amboy,  Natco  and  Port  Murray,  N.  J., 
in  1918,  were  not  unreasonable  or  unduly  prejudicial.  The  re- 
port also  covers  sub-number  1  of  the  same  case,  Same  vs.  P.  C. 
&  Y.  et  al.  The  case  grew  out  of  the  unusual  conditions  in 
1918,  when  the  fireproofing  company  was  not  able  to  obtain 
sufficient  coal  from  the  Westmoreland  district  and  had,  there- 
fore, to  ship  its  fuel  from  unusual  places  by  roundabout  routes. 

RATE    ON    WOOD    PULP 

The  Commission  has  dismissed  No.  11728,  United  Paper- 
board  Co.  vs.  New  York  Central,  Director-General,  et  al  opinion 
No.  6914,  62  I.  C.  C.  59-60,  holding  that  the  rate  on  wood  pulp  from 
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REFINED  PETROLEUM  TO  LITTLE  ROCK 

\  mull  readjustment  of  rates  on  refined  petroleum  oils  from 
the  mid-continent  field  to  Uttle  Itock.  Ark.,  lias  been  recom- 
mended by  Kxamiiier  Han  is  Fleming  in  a  report  on  No  11099 
Producers  &  Refiners  Corporation  vs.  A.  T.  &  S.  F.,  Director- 
General,  et  al.,  No.  11580,  Kanotex  Refining  Co.  et  at  vs  Direc- 
tor-General, C.  H.  I.  &  P.,  et  al.;  No.  10772,  National  Refining  Co. 
vs.  A.  T.  &  S.  F.,  Director-General,  et  al.,  and  No.  10498,  Roxanna 
Petroleum  Co.  of  Oklahoma  vs.  A.  T.  &  S.  F.,  Director-General, 
et  al.,  on  further  hearing. 

The  complaints  assailed  rates  on  tank  carloads  of  refined 
oil  from  lilackwell,  dishing,  Pemeta  and  Oilton,  Okla.,  to  Little 
Rock,  as  unreasonable.  They  asked  for  reasonable  rates  for  the 
future. 

It  is  Fleming's  idea  that  the  Commission  hold  that  with  the 
exception  of  the  present  rate  from  Blackwell  in  connection  with 
the  St.  Louis-San  Francisco,  which  is  not  shown  to  be  unreason- 
able or  unduly  prejudicial,  the  rates  under  assault  were  and  are 
unreasonable  as  follows: 

That  in  No.  11580,  the  complaint  of  the  Kanotex  Company, 
the  present  rate  over  the  route  of  movement  had  not  been  shown 
to  be  unreasonable  or  unduly  prejudicial,  but  the  rate  applicable 
to  the  shipments  when  they  moved  was  unreasonable  to  the  ex- 
tent that  the  factors  to  and  beyond  Enid  exceeded  14.5  and  27 
cents  respectively,  or  an  aggregate  of  41.5  cents,  and  that  the 
Kanotex  Refining  Company  is  entitled  to  reparation  for  the  ex- 
cess over  41.5  cents. 

That  in  Nos.  10498,  The  Roxanna  case;  11099,  The  Producers 
&  Refiners  Corporation,  and  10772,  National  Refining  Co.,  the  ap- 
plicable rates  over  the  routes  of  movement  were  unreasonable 
to  the  extent  that  they  exceeded  23  cents  prior  to  June  25,  1918, 
and  27.5  cents  subsequent  to  August  1,  1918,  and  prior  to  the 
general  increases  authorized  in  Ex  Parte  74;  also  that  the  rates 
for  the  future  over  these  routes  should  not  exceed  27.5  cents, 
plus  the  Ex  Parte  74  increases,  and  that  reparation  should  be 
made  to  the  bases  of  rates  herein  indicated. 


COFFEE  FROM  GULF  PORTS 

Another  method  or  scheme  for  restoring  the  relationship 
that  existed  prior  to  the  five  per  cent  increase  in  rates  on  green 
coffee  from  New  York,  on  the  one  hand,  and  New  Orleans  and 
Texas  ports,  on  the  other,  to  the  interior  consuming  country 
in  which  Chicago  and  Kansas  City  are  typical  points,  has  been 
suggested  by  Examiner  H.  W.  Archer  in  a  report  on  I.  &  S. 
No.  1175,  coffee  from  Galveston  and  other  Gulf  ports.  In  that 
report  he  has  suggested  modification  of  the  findings  of  the 
Commission  in  its  prior  report  on  the  same  case,  58  I.  C.  C.  716. 

In  the  original  report  the  Commission  found  that  the  rela- 
tionship existing  prior  to  the  five  per  cent  case  should  be  restored. 
The  carriers  thought  that  a  good  finding,  but  they  have  found 
it  impossible  to  carry  out  the  Commission's  scheme  because 
under  the  rules  of  the  Commission  fourth  section  relief  can- 
not be  granted  because  the  longer  line  from  the  Texas  ports  to 
Chicago  via  Kansas  City  is  not  more  than  15  per  cent  longer 
than  the  short  line. 

Some  doubt  was  expressed  after  the  original  report  was  made 
in  this  case  as  to  whether  the  precise  increase  in  cents  which 
had  been  added  to  the  New  York  rate  since  and  including  the 
five  per  cent  case  should  be  added  to  the  rates  from  the  Gulf 
or  whether  the  same  percentage  increases  should  be  made  in 
the  gulf  rates. 

Archer  recommended  the  restoration  of  the  relationship  by 
adding  to  the  Gulf  rates  in  effect  June  24,  1918,  the  same  specific 
increase  in  cents  per  hundred  pounds  as  had  been  made  in  the 
New  York  rates  up  to  that  time,  and  that  subsequent  thereto, 
there  should  be  added  to  the  Gulf  rates  the  25  per  cent  increase 
under  General  Order  No.  28,  and  the  increases  prescribed  in 
Ex  Parte  No.  74.  The  reason  for  that  is  that  the  increases  in 
the  five  and  fifteen  per  cent  cases  were  to  be  applied  only  to  the 
rates  east  of  the  Mississippi  River,  therefore,  the  full  percentage 
increases  were  not  made  in  the  through  rate,  for  example,  from 
New  York  to  Kansas  City.  With  the  exception  of  the  rate  to 
Memphis,  the  increases  under  the  five  and  fifteen  per  cent  cases 
in  the  rates  from  New  York  to  points  on  and  west  of  the  Mis- 
sissippi River  totaled  generally  six  cents.  The  rate  to  Memphis 
was  increased  only  four  cents. 

The  increases  under  General  Order  No.  28  as  well  as  those 
under  Ex  Parte  No.  74  applied  to  rates  throughout  the  country. 
Archer  said  it  would  seem  to  be  logical,  therefore,  to  permit 
those  percentage  increases  to  apply  on  the  rates  from  the  Gulf 
after  first  substantially  restoring,  as  of  June  24,  1918,  the  previ- 
ously existing  relationship. 

Archer  said  that  the  report  should  not  be  construed  to  re- 
quire a  restoration  of  the  previously  existing  relationship  be- 


11  the  rates  from  H,.  Gulf  porln  and  the  mil  and  water  rate* 
i  loin  the  Atlantic  Seaboard.  In  no  case,  said  he.  had  the  Com- 
mission  required  the  rail  lines  to  meet  water-arid  mil  rate*  and 
It  should  not  be  done  In  this  case  even  If  the  rommlHslon  Imn 
that  power.  He  said  the  restoration  as  here  contemplated  would 
be  effected  If,  for  example,  to  chi<;iKI,  the  rate  fr  >,,lf 

ports  was  made  the  same  as  the  all-rail  rate  from  New  York 
He  said  that  It  was  doubtful  If  the  water  and  rail  rate*  from 
New  York  at  any  time  Herlously  Influenced  the  adjustment  from 
the  Gulf  to  any  of  the  points  Involved,  other  than  Chicago  and 
St.  Louis. 

"The  relationship  which  nliould  be  restored."  said  Archer. 
"Is  the  relationship  which  the  rates  from  the  Oulf  ports  bore 
to  the  all-rail  rates  from  New  York  prior  to  the  Five  Per  Cent  Cane, 
except  that  to  Chicago  and  St.  Louis  and  to  any  other  points 
to  which  the  rates  from  the  Gulf  were  made  with  direct  relation 
to  the  water-and-rall  rates  from  the  Atlantic  Seaboard,  the 
restoration  should  be  made  by  establishing  from  the  Gulf  ports 
rates  that  will  bear  the  same  percentage  relationship  to  the 
present  all-rail  rates  from  New  York  as  the  rates  from  the  Gulf 
bore  to  the  water-and-rall  rates  from  New  York  In  effect  prior 
to  the  Five  Per  Cent  Case." 

As  to  fourth  section  relief.  Archer  said  the  Commission 
should  authorize  the  carriers  operating  from  the  Texas  ports  to 
meet  the  rates  established  from  New  Orleans  and  maintain  higher 
rates  to  intermediate  points  provided  the  rates  to  points  In  Okla- 
homa and  Arkansas  shall  not  exceed  those  contemporaneously 
in  effect  to  Chicago.  These  rates  should  be  consistently  graded 
into  the  higher  rates  in  effect  to  the  Missouri  River  points. 
Routes  from  New  Orleans  that  are  at  least  fifteen  per  cent  longer 
than  the  direct  lines  should  be  allowed  to  meet  the  rates  of  the 
direct  line  and  maintain  higher  rates  at  intermediate  poii 
provided  the  rates  at  the  intermediate  points  are  in  line  wi'h 
the  equi-distant  rule  of  the  fourth  section. 

RATE  ON  CYANAMID 

In  a  report  on  No.  11421,  American  Cyanamid  Co.  vs.  Michi- 
gan Central,  Director-General,  et  al.,  Examiner  Warren  H.  Wag- 
ner has  recommended  a  finding  that  the  rate  on  cyanamid  from 
Suspension  Bridge  to  Pacific  coast  group  points  in  California 
will  be  unreasonable  for  the  future  to  the  extent  that  it  exceeds 
$1.335,  which  includes  the  increase  authorized  under  Ex  Parte 
No.  74,  and  a  minimum  of  60,000  pounds.  A  further  finding 
should  be,  he  said,  that  from  Niagara  Falls  to  those  destinations 
via  defendant  lines  between  July  1,  1919,  and  August  2~i.  1920, 
inclusive,  the  rate  was  unreasonable  to  the  extent  that  it  ex- 
ceeded $1,  minimum  60,000,  and  on  and  from  August  26,  1920, 
to  the  date  the  amended  complaint  was  filed,  to  the  extent  that 
it  exceeded  $1.335.  The  complaint  was  against  a  combination 
of  $2.37,  minimum  40,000  pounds,  composed  of  the  sixth  class 
of  27  cents  to  St.  Louis  and  fifth  class  of  $2.10  beyond.  The 
chief  contention  of  the  complainant  was  that  cyanamid,  like  all 
other  fertilizer  materials,  was  entitled  to  a  commodity  rate 
lower  than  the  class  rate. 


CHARGES  ON  RECONSIGNED  COAL 

Dismissal  has  been  recommended  for  No.  12231,  Reeves  Coal 
&  Dock  Co.  vs.  Director-General,  as  agent,  by  Examiner  Henry 
C.  Keene  on  a  holding  that  the  charges  collected  on  a  carload 
of  lump  coal  from  Hillsboro.  111.,  to  Elroy,  Wis..  reconsigned  to 
Wausau  in  February,  1920,  were  not  unreasonable  or  otherwise 
unlawful.  The  reconsignment  notice  was  sent  to  the  local  agent 
at  Elroy,  who  sent  the  car  over  a  route  calling  for  a  rate  of  $4.4.'i. 
plus  the  reconsigning  charge  of  $2.  Elroy  is  not  on  the  direct 
route.  The  complainant  contended  that  the  agent  should  have 
been  more  diligent  to  divert  the  car  while  on  a  route  carrying 
a  rate  of  $2.60. 

The  reconsignment  order  read:  "Forward  contents  of  fol- 
lowing cars  to  Wausau  Service  Co.,  Wausau.  Wis.,  In  transit  to 
us  at  Elroy,  Wis."  The  order  was  received  eight  days  before 
the  car  arrived  at  Elroy.  When  It  arrived  the  car  was  recon- 
signed at  the  combination  on  Elroy.  If  the  shipper  had  allowed 
the  car  to  come  to  rest,  it  could  probably  have  taken  out  a  new 
bill  without  paying  a  reconsigning  charge. 

Keene  said  that  negligence  is  a  violation  of  an  obligation  to 
use  care  and  diligence.  In  a  case  of  this  kind,  he  said,  a  duty 
Is  imposed  upon  a  carrier  to  use  ordinary  care  and  diligence 
in  executing  the  order  of  the  shipper. 

"The  only  information  shown  on  complainant's  order  was 
the  car  number  and  initial  and  the  fact  that  the  car  was  in 
transit  to  complainant  at  Elroy,"  said  Keene.  "It  failed  to  give 
the  point  of  origin,  route  of  movement,  the  commodity,  or  any 
other  information  which  would  have  enabled  the  Northwestern 
to  make  the  necessary  diversion.  It  contained  no  request  to 
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protect  the  through  rate.  The  plain  words  of  the  order  indicate 
that  the  shipper  intended  reconsignment  to  be  accomplished  at 
Elroy  Moreover,  the  words  "In  transit  to  us  at  Elroy,  Wis.,' 
was  notice  to  the  agent  that  if  the  car  had  not  arrived  at  Elroy 
when  the  order  was  received,  it  would  reach  there  shortly.  These 
facts  were  sufficient  to  justify  the  agent  in  holding  the  order 
until  the  arrival  of  the  car  and  instructing  of  the  shipper  at 
that  time.  Under  the  circumstances,  negligence  cannot  be  im- 
puted to  the  defendant." 

USE  OF  MAIN  LINE  TRACK 

On  the  ground  that  the  Commission  has  not  jurisdiction  to 
act  as  requested  by  the  complainant,  Examiner  Warren  H.  Wag- 
ner has  recommended  the  dismissal  of  No.  123CO,  Kansas,  Okla- 
homa &  Gulf  vs.  St.  Louis-San  Francisco  Railway  Company.  The 
complainant  desired  to  use  enough  of  the  main  line  of  the  St. 
Louis-San  Francisco  at  Ruth,  Mo.,  near  Joplin,  so  that  the  com- 
plainant might  get  into  the  Missouri  Pacific  terminals  at  Joplin. 

The  complaint  was  based  on  paragraph  (4)  of  the  first  sec- 
tion in  which  the  Commission  is  authorized  to  permit  the  use 
of  terminals  of  one  road  by  another,  and  an  amount  of  main 
track  of  the  carrier  whose  property  has  been  condemned  to  use 
by  another,  necessary  to  enable  the  beneficiary  of  such  an.  order 
.  to  get  to  and  out  of  the  terminal,  the  use  of  which  has  been  ac- 
quired in  such  a  way. 

In  this  instance,  the  use  of  a  part  of  the  main  line  of  the 
St.  Louis-San  Francisco,  several  miles  from  Joplin,  was  desired 
to  enable  the  complainant  to  reach  the  Joplin  terminal  of  the 
Missouri  Pacific. 

The  case  grew  out  of  the  inability  of  the  complainant  and 
the  defendant  to  agree  upon  the  terms  for  the  use  of  the  main 
line  and  certain  crossing  tracks  at  Ruth,  the  original  contract 
for  which  was  made  in  1913  and  which  expired  at  midnight, 
March  5,  1921.  The  negotiations,  begun  in  December,  1920,  re- 
sulted in  a  demand  by  the  lessor  company  of  an  increased  amount 
of  compensation  which  .would  have  to  be  paid,  unless  the  Com- 
mission issued  an  order  or  the  complainant  built  additional  track 
of  about  6.5  miles.  The  lessor  company  also  stipulated,  as  part 
of  the  consideration,  that  the  prospective  lessee,  with  which  it 
is  In  competition,  should  not  take  certain  business  and  should 
not  publish  rates  to  certain  territory,  except  with  the  concur- 
rence of  the  proposed  lessor  company.  The  St.  Louis-San  Fran- 
cisco, at  the  time  the  complaint  was  filed,  was  suing  in  the 
courts  for  $18,000  for  rent  alleged  to  be  due  from  the  complain- 
ant's predecessor.  The  Frisco  also  asked  the  complainant  to 
put  up  a  bond  for  150,000  guaranteeing  the  prompt  payment  of 
rent  under  the  proposed  renewal  of  contract. 

Wagner,  in  his  proposed  report,  said  that  a  holding  by  the 
Commission  that  the  main  line  and  crossing  tracks  of  the  Frisco 
at  Ruth  constituted  "terminal  facilities,"  use  of  which  the  Com- 
mission could  grant  to  the  complainant,  would  be  to  hold  that 
a  signal  tower  or  switch  track  is  of  itself  a  terminal  and  there- 
fore within  the  meaning  of  the  act.  Such  a  construction,  he  said, 
would  indicate  that  the  Commission  could  require  the  use  by 
another  of  substantially  any  main-line  track,  no  matter  where 
located  or  of  what  length,  if  there  were  a  signal  tower  or  a 
switch  track  on  any  part  of  the  main-line  track  asked  for. 

PIG  IRON  TO  MO.,  KAN.  AND  OKLA. 

An  order  directing  the  removal  of  undue  prejudice  has  been 
recommended  by  Examiner  J.  P.  McGrath,  in  a  proposed  report 
on  No.  12230,  United  Iron  Works,  Inc.,  vs.  A.  T.  &  S.  F.,  Director- 
General,  et  al.,  and  related  cases.     The  report  also  covers  fourth 
action    applications    Nos.   458,   542,   799,   972,   1548,   1573    1951 
,  2045,  2138,  4218,  4219  and  4220  or  portions  thereof;  also  all 
applications  filed  on  behalf  of  the  Santa  Fe,  Alton,  Rock  Island 
K.  0.  &  G    Mo.  &  No.  Ark.,  M.  K.  &  T.,  Q.  O.  &  K.  C.  and  the 
ish,   by   which   authority  was   asked   to   continue   rates   on 
Pig  iron  from  Birmingham  and  other  southern  pig  iron  producing 
i  to  Independence  and  lola,  Kan.,  which  contravened   the 
provisions  of  the  fourth  section. 

The  complaint  alleges  that  rates  on  pig  iron  to  Springfield 
Aurora  and   Joplin,   Mo.,   lola,   Independence,   Pittsburg    Coffey- 
•Ille  and   Cherry  vale,   Kan.,  and   Okmulgee,   Okla.,  were  unrea- 
ible  and  unduly  prejudicial.     McGrath  recommended  a  hold- 
that  the  rates  were  not  unreasonable,  but  that  for  the  future 
they  would  be  unduly  prejudicial  to  the  extent  that  they  might 
exceed  the  contemporaneous  rates  from  Birmingham  to  Kansas 

&,,«;  hTP     HDd  Atchison-     The  examiner  said  that  the  com- 
plainant had  made  no  proof  of  damage  by  reason  of  the  undue 


RATES  ON    LUMBER,   LA.  TO  TEX. 

A  condemnation  of  unreasonableness  and  an  order  of  rep- 

i  have  been  recommended  by  Examiner  H.  W    Archer  in 

a  report  on  No.  12232,  Weaver  Bros.  Lumber  Co.  vs    Director 

leral.  as  agent,  Involving  rates  on  lumber  from  Preston  and 

A>gansport,  La.,  to  Eastland  and  Ranger,  Tex.     Archer  said  that 

ex°tZ  1"'°°  •houl«»  h°'d  mat  the  rates  were  unreasonable  to 

An  n        ..    ».     they  exceeded  23.5  cents  on  shipments  in  March 

April   and   May,   1919.    Class   D  rates   were  legally 


The  class  D  rate  from  all  the  points  of  origin  was  29  cents,  but 
on  some  of  the  shipments  rates  of  35.5  and  38  cents  were  as- 
sessed. 


COAL,  DAWSON  TO  DEWEY,  OKLA. 

A  finding  of  unreasonableness  and  undue  prejudice  has  been 
recommended  by  Examiner  P.  J.  McGrath  as  to  the  rates  on 
slack  coal  from  Dawson  to  Dewey,  Okla.,  in  a  report  on  No. 
12203,  Dewey  Portland  Cement  Co.  vs.  Director-General,  as  agent. 
He  recommended  reparation.  The  specific  recommendation  was 
that  the  Commission  should  hold  that  the  rate  charged  from 
Dawson  prior  to  March  25,  1918,  was  not  unreasonable  or  other- 
wise unlawful,  but  that  the  rates  charged  from  Dawton  during 
the  period  from  March  25  to  June  24,  1918,  were  unreasonable 
and  unduly  prejudicial  to  the  extent  that  they  exceeded  70  cents; 
that  the  rates  on  and  after  June  25,  1918,  from  Dawson  and 
Broken  Arrow  were  unreasonable  and  unduly  prejudicial  to  the 
extent  that  they  exceeded  90  cents;  that  the  rate  charged  from 
Henryetta  prior  to  June  25  was  unreasonable  and  unduly  preju- 
dicial because  it  exceeded  fl,  and  that  the  rates  on  and  after 
June  25  from  Henryetta  and  Dewar  were  unreasonable  and  un- 
duly prejudicial  because  they  exceeded  $1.20. 


COAL  TAR,  MINNEAPOLIS  TO  ABERDEEN,  S.  D. 
An  order  of  dismissal  has  been  recommended  by  Examiner 
Henry  C.  Keene  in  a  report  on  No.  12178,  City  of  Aberdeen,  S.  D., 
vs.  C.  &  N.  W.,  Director-General,  et  al.,  on  a  holding  that  the 
rates  on  coal  tar  pitch  in  barrels  in  carloads  and  coal  tar  in  tank 
cars  from  Minneapolis  to  Aberdeen,  S.  D.,  in  April,  1919,  and 
August  and  September,  1920,  were  not  unreasonable  or  other- 
wise unlawful. 


FUEL  OIL,  DESTREHAN  TO  COVINGTON,  LA. 
Examiner  H.  W.  Archer  has  recommended  the  dismissal  of 
No.  12191,  St.  Tammany  Ice  &  Mfg.  Co.,  Ltd.,  vs.  Director-Gen- 
eral, as  agent,  on  a  holding  that  the  charges  on  45  tank  cars 
of  fuel  oil  from  Destrehan,  La.,  to  Covington,  La.,  from  June  6, 
1919,  to  February  5,  1920,  were  not  unreasonable  or  unduly 
prejudicial.  The  charges  were  assessed  at  the  rate  of  13.5  cents 
for  movement  over  the  long  route  of  the  Yazoo  &  Mississippi 
Valley  on  an  estimated  weight  of  7.4  pounds  per  gallon.  The  com- 
plainant contended  that  the  shipments  should  have  been  taken  at 
a  rate  of  11.5  and  an  estimated  weight  of  6.6  pounds,  in  effect 
from  New  Orleans,  Mereaux  and  Baton  Rouge  to  Covington,  as 
well  as  from  a  number  of  points  in  the  territory  south  of  Baton 
Rouge.  The  complainant  made  application  for  the  use  of  that 
rate  and  it  was  published  to  be  effective  February  29,  1920.  The 
railroads  testified  that  the  rate  of  11.5  was  never  intended  to 
apply  from  Destrehan.  Examiner  Archer  said  that  no  satisfac- 
tory evidence  was  introduced  as  to  the  propriety  of  the  esti- 
mated weight  of  7.4  or  of  6.6  pounds. 


CHARGES  ON  RECONSIGNED  LUMBER 
Attorney-Examiner  M.  A.  Pattison  has  recomended  the  dis- 
missal of  No.  12213,  Sullivan  Lumber  Co.  vs.  Director-General,  as 
agent,  on  the  ground  that  the  charges  on  a  carload  of  lumber 
from  Timber,  Ore.,  to  Cochise,  Ariz.,  reconsigned  to  Globe,  based 
on  the  combination  to  and  from  Cochise,  were  not  unreasonable 
or  otherwise  unlawful.  The  lumber  moved  on  an  order-notify 
bill  and  was  set  on  team  track  before  complainant  could  give 
reconsigning  orders.  Complainant  contended  that  inasmuch  as  it 
was  an  order-notify  it  should  not  have  been  tendered  for  de- 
livery. The  examiner  disagreed  with  him. 


FUEL  WOOD,  WISCONSIN   TO  CAMP   GRANT,   ILL. 

In  a  report  to  the  Commision  on  No.  12275,  Central  Wisson- 
sin  Supply  Co.  vs.  C.  M.  &  St.  P.,  Director-General,  as  agent, 
et  al.,  Examiner  John  A.  McQuillan  recommended  a  holding  that 
rates  on  fuel  wood,  from  various  points  in  Wisconsin  to  Camp 
Grant,  III.,  in  the  period  from  December  13,  1919,  to  January  17, 
1920,  were  unreasonable  because  and  to  the  extent  that  they 
exceeded  those  contemporaneously  applicable  on  single-line  hauls 
on  the  Milwaukee,  from  the  points  of  origin  mentioned  to  Davis 
Junction.  He  recommended  reparation  to  the  basis  indicated. 


COFFEE,  NEW  YORK  AND  NEW  ORLEANS  TO  CHICAGO 

A  recommendation  that  the  carload  rate  on  green  coffee 
from  New  Orleans  to  Jackson,  Miss.,  increased  January  28,  1920, 
as  part  of  a  readjustment  in  an  effort  to  re-establish  the  rela- 
tionship of  rates  as  between  New  York  and  New  Orleans  to 
Chicago  that  was  knocked  awry  by  the  five  and  fifteen  per  cent 
advances,  and  put  still  farther  out  of  line  by  General  Order  No. 
28,  be  reduced  a  little,  has  been  made  by  Examiner  Myron  Wit- 
ters, in  a  report  on  No.  12029,  MacGowan  Coffee  Co.  vs.  Illinois 
Central,  Director-General,  et  al.  His  recommendation  is  that 
the  rate  be  held  unreasonable  to  the  extent  that  it  exceeded  32 
cents  from  January  28,  1920,  to  August  26,  1920,  and  for  the 
future  will  be  unreasonable  to  the  extent  that  it  may  exceed 
0  cents.  A  further  finding  recommended  is  that  the  rate  of 
29  cents  in  effect  between  December  19,  1918,  and  January  28, 
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mu   not    unrensonablc.     The   examiner   recommended   rep- 
aration to  the  basis  indicated. 


CINCINNATI    SCRAP    IRON    RATES 

Attorney-Examiner  Myron  A.  Paulson,  In  a  report  on  No. 
12173.  Hilb  &  Bauer  vs.  Director-General  et  al.,  has  recommended 
a  finding  of  unreasonableness  and  an  award  of  reparation  as  to 
tin-  rate  cm  .-cr.i|)  iron  between  points  in  the  switching  limits 
of  Cincinnati  and  Andrews,  Ky.,  the  latter  a  local  point  on  the 
L.  &.  N.  about  five  miles  from  Cincinnati.  The  complaint  was 
i  list  a  rate  of  1.5  cents  per  100  pounds,  minimum  $15  per 
ear,  the  allegation  being  that  it  was  unreasonable  because  and 
to  the  extent  that  it  exceeded  a  rate  of  1.5  cents  per  100  pounds, 
minimum  $6.50  and  maximum  $10  per  car,  in  the  period  from 
June  25,  1918,  and  January  31,  1920.  The  lower  rate  was  estab- 
lished on  the  last  mentioned  day.  The  attorney-examiner  rec- 
ommended a  holding  as  requested  by  the  complainants,  with 
reparation  on  105  carloads  of  scrap  iron. 


COAL,   NEW   MEXICO  TO  ARIZONA 

Another  dismissal  of  No.  10714,  United  Verde  Extension 
Mining  Co.  vs.  United  Verde  &  Pacific,  Director-General,  et  al., 
has  been  recommended  by  Examiner  Richard  T.  Eddy  in  a 
report,  on  rehearing,  on  that  complaint,  the  original  finding  and 
order  of  dismissal  on  which  were  reported  in  57  I.  C.  C.  300. 
The  original  holding  was  that  the  rate  on  coal  from  Dawson, 
N.  M.,  to  Clarkdale  and  Jerome,  Ariz.,  on  shipments  in  October, 
1917,  and  October,  November  and  December,  1918,  had  not  been 
shown  to  be  unreasonable  or  otherwise  unlawful.  The  rate 
from  Dawson  to  Clarkdale  was  $7.65  prior  to  June  25  and  $8.20 
thereafter. 


COAL  FROM  CLINTON  AND  BRAZIL  DISTRICTS 
A  finding  of  unreasonableness  and  an  order  of  reparation 
have  been  recommended  in  a  report  on  No.  11742,  Brazil  Clay 
Co.  vs.  Central  Indiana  Railway  Co.,  Director-General,  et  al., 
and  sub-number  1,  Clay  Products  Co.  vs.  Same,  by  Examiner 
Harris  Fleming.  The  complaints  were  against  the  rates  on  coal 
from  mines  in  the  Clinton  and  Brazil  districts  to  plants  in 
Brazil,  Ind.,  the  movements  being  for  distances  of  from  7  to 
29  miles,  in  the  period  of  federal  control.  Fleming  said  the 
Commission  should  hold  them  unreasonable  because  and  to  the 
extent  that  they  exceeded  70  cents  from  Clinton;  60  from  Su- 
perior and  Carbon;  55  cents  from  Coal  Bluff;  45  cents  from  the 
mine  of  the  Clay  Products  Company  to  Brazil,  and  50  cents  from 
other  points  in  the  Brazil  district  to  Brazil. 


RATES   ON   ANIMAL  TANKAGE 

Examiner  John  A.  McQuillan  has  recommended  the  dismissal 
of  No.  12182,  Darling  &  Co.  vs.  Director-General,  as  agent,  on 
a  holding  that  rates  on  animal  tankage  from  Chicago  to  Little 
Rock,  Ark.,  had  not  been  shown  to  be  unreasonable  or  otherwise 
unlawful. 


RATES  ON  SULPHATE  OF  BARIUM 

An  order  of  dismissal  has  been  recommended  by  Examiner 
E.  L.  Gaddess  in  a  report  on  No.  12119,  the  Ault  &  Wiborg  Co. 
vs.  Southern,  Director-General,  et  al.,  on  the  ground  that  the 
rates  on  sulphate  of  barium,  carloads,  from  Sweetwater,  Tenn., 
to  Cincinnati  and  St.  Bernard,  O.,  had  not  been  shown  to  be 
unreasonable  or  unduly  prejudicial. 


RATE   ON    STEEL    RAILS 

In  a  report  on  No.  12110,  Mid-Continent  Equipment  &  Ma- 
chinery Co.  vs.  Chicago  &  Alton,  Examiner  E.  L.  Gaddess  has 
recommended  a  finding  that  a  rate  of  $2.80  per  long  ton  on  steel 
rails  from  St.  Louis  to  Springfield,  111.,  was  unreasonable  be- 
cause and  to  the  extent  that  it  exceeded  $2.40  per  long  ton,  sub- 
ject to  the  increases  authorized  in  Ex  Parte  No.  74.  The  rails 
in  question  moved  in  March,  1920. 


by   Kxiiniiiirr    Wain-n     II     Wagner    In     a    report    on    No.    11M5. 
George  C.  Holt  et  al  •  i  Kxplrmlvi-n  Co.  vn.  Wfnl 

Shore.  Plreetnr  r.eneral  rt  nl.     Wanner  found  nome  overcharge* 
which  he  Bald  should  he  refunded. 


BRICK  AND  SAND  AT  LINCOLN,  NEB. 
Examiner  E.  L.  Gaddess  has  recommended  dismissal  of  No. 
11720,  Western  Brick  &  Supply  Co.  of  Lincoln,  Neb.,  vs.  C.  B. 
&  Q.,  Director-General,  et  al.,  on  a  holding  that  charges  imposed 
on  brick  and  sand  between  points  in  the  Lincoln  terminal  in 
the  period  between  June  25,  1918,  and  March  2,  1919,  were 
neither  unjust  nor  unreasonable.  The  movement  in  question 
required  hauls  of  about  four  miles,  not  including  the  empty 
movement  from  the  classification  yard  to  the  point  of  origin. 
Prior  to  June  25  the  charges  were  from  $2  to  $8  per  car.  Gen- 
eral Order  No.  28  increas£d  the  charges  2  cents  per  hundred 
pounds  on  brick  anil  1  cent  on  sand.  On  March  3,  1919,  they 
were  reduced  to  25  per  cent  over  the  charges  in  effect  prior  to 
June  25,  1918. 

RATES  ON    BLASTING  CAPS 

A  finding  that  double  first  class  was  not  unreasonable  on 
blasting  caps  and  electric  blasting  caps,  carloads,  from  Port 
Ewen,  N.  Y.,  to  North  Birmingham,  Ala.,  has  been  recommended 


REPARATION  ON  COAL 

In  a  proposed  third  supplemental  report  on  No.  .~p.r>04.  Cotton 
Manufacturer*'  Association  of  South  Carolina  v«.  Carolina.  Clinch- 
lleld  &  Ohio,  Dlrertur  (ieneral  et  al.  Kxamlner  Warren  H.  Wanner 
•  •iniiiii-'Mileil  an  award  of  reparation  to  Kxcelslor  Knitting 
Mills  on  shipments  of  bituminous  coal  from  the  Appalarhla  and 
Dante  districts  In  Virginia  to  Union,  S.  C.,  on  which  the  charge* 
were  paid  prior  to  December  ::i.  1915,  at  rate*  found  unreason- 
able in  the  second  supplemental  report  In  thin  ca*e,  67  T.  C.  C.  r,g4. 
Wagner  said  that  Inasmuch  as  the  Gault  Mfg.  Co.  failed  to  fur- 
nish proof  of  shipments  no  award  of  reparation  should  b«  made 
to  it. 


RATES  ON   CRUDE  OIL 

An  order  of  dismissal  has  been  recommended  by  Examiner  H. 
W.  Archer,  in  a  report  on  No.  12208,  Union  Kenning  &  Pipe  Line 
Co.,  Inc.,  vs.  Director-General  as  agent,  on  a  holding  that  rate* 
on  tank  carloads  of  crude  oil  from  Burkburnett,  Iowa  Park  and 
Wichita  Falls,  Tex.,  to  OH  City,  La.,  moving  In  January  and 
February,  1919,  were  not  unreasonable.  The  examiner  said  that 
the  complainant  had  made  no  proof  of  damage  by  reason  of  the 
alleged  unduly  prejudicial  character  of  the  rates  under  attack. 
The  rates  under  attack  covered  unusual  movement*  prior  to  a 
request  being  made  for  commodity  rates. 


RATES  TO  AND  FROM  WOODBURY,  N.  J. 

Examiner  John  A.  McQuillan  has  recommended  the  dis- 
missal of  No.  11800,  Belber  Trunk  &  Bag  Co.  vs.  We*t  Jersey 
&  Seashore  et  al.,  on  a  holding  that  class  and  commodity  rate* 
to  and  from  Woodbury,  N.  J.,  were  and  are  not  unreasonable, 
unduly  prejudicial,  or  unjustly  discriminatory.  The  allegation 
was  that  the  rates  were  unjustly  discriminatory  In  comparison 
with  the  rates  to  and  from  Philadelphia.  Tbe  complainant  moved 
its  factory  from  Philadelphia  to  Woodbury,  the  latter  a  point 
8  miles  south  of  Camden,  N.  J.,  and  then  filed  the  complaint 
with  a  view  to  obtaining  the  Philadelphia  basis  of  class  and 
commodity  rates.  The  town  is  only  2.75  miles  from  Westvllle, 
N.  J.,  which  is  the  southern  boundary  of  the  Philadelphia  rate 
district.  The  complainant  contended  that  there  Is  no  difference 
in  the  transportation  conditions  affecting  movement*  to  Wood- 
bury  and  Westville  except  a  haul  of  less  than  three  miles. 

The  examiner  said  no  substantial  evidence  had  been  offered 
to  show  that  the  commodity  rates  on  coal  and  lumber  to  Wood- 
bury  were  unreasonable,  or  that  class  rates  between  Woodbury 
and  other  parts  of  the  country  not  made  according  to  the  group 
basis  are  unreasonable.  He  added  that  the  record  did  not  indi- 
cate that  any  competitor  of  the  complainant  was  benefited  by 
the  present  adjustment  to  the  corresponding  disadvantage  of 
the  complainant.  The  present  rates  from  C.  F.  A.  to  Woodbury 
are  nine  cents  higher  than  to  Philadelphia,  and  seven  cents 
higher  than  Philadelphia  westbound  to  that  territory.  The  rail- 
roads said  at  the  hearing  that  they  intended  to  restore  the 
former  uniformity  by  making  the  differences  seven  cent*  In  both 
directions.  The  complainant  contended  that  the  spread  was  too 
great  even  if  it  be  admitted  that  any  spread  was  justifiable. 


MCGREGOR,  COLO.,  NOT  WYOMING 

In  an  abstract  of  a  tentative  report  on  No.  11675,  Nye- 
Schneider-Fowler  Co.  v*.  Chicago  &  Northwestern,  Director- 
General;  et  al.,  written  by  Examiner  Bronson  Jewell  (Traffic 
World,  June  11,  page  1249),  reference  was  made  to  "McGregor, 
Wyo.,"  in  an  illustration  of  a  typical  combination  rate.  The 
report  showed  the  station  to  be  In  Wyoming,  but  the  examiner 
who  wrote  the  report  says  the  Intention  was  to  refer  to  Mc- 
Gregor, Colo.,  a  station  on  the  Denver  &  Salt  Lake,  the  carrier 
that  is  largely  concerned  with  the  attack  on  the  adjustment 
because,  according  to  the  examiner's  report,  most  of  the  ship- 
ments moved  over  that  carrier's  rails. 


AUTHORITY  TO  CONSTRUCT  COAL  LINE 
The  Commission  has  issued  a  certificate  authorizing  thr 
Pittsburgh  &  West  Virginia  Railway  Company  to  construct  a 
line  of  railroad  In  Brooke  County,  West  Virginia,  and  Washing- 
ton  county,  Pennsylvania.  The  line  of  road  to  be  constructed  I* 
an  industrial  spur  or  branch  line  extending  from  a  point  on 
the  applicant's  main  line  at  or  near  Virginia  Station,  in  Brooke 
county,  West  Virginia,  to  a  point  In  Washington  county,  Penn- 
sylvania, a  distance  of  approximately  3.2  mile*.  The  road  will 
terminate  in  a  tract  of  coal  land  estimated  to  contain  30,000.000 
tons  of  coal  which  Is  not  now  accessible  to  any  railroad.  The 
estimated  cost  is  $381,752.  The  owner  of  the  coal  land*  pri- 
marily to  be  served  ha*  agreed  to  provide  the  necessary  rlghts- 
of-way  and  to  pay  the  applicant  $100,000  when  the  branch  line 
is  completed  and  ready  for  operation. 
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THE  CUMMINS  INVESTIGATION 

The  Tragic  World  Washington  Bureau 

With  the  submission  of  testimony  June  17  by  W.  H.  Wil- 
liams chairman  of  the  Wabash  and  vice-president  of  the  Dela- 
ware &  Hudson,  the  railroads  completed  the  presentation  of  their 
case.  Rebuttal  testimony  may  be  offered  later.  Adjournment 
was  taken  until  Wednesday,  June  22,  when  representatives  of  the 
National  Association  of  Owners  of  Rairoad  Securities  were 
scheduled  to  appear. 

Mr.  Williams  gave  a  detailed  explanation  of  the  causes  for 
increased  operating  costs  in  1920,  touching  on  points  which  had 
been  developed  in  one  form  or  another  by  previous  witnesses. 
Discussing  the  effect  of  the  freight  rate  increases  on  the  volume 
of  business  and  the  cost  of  commodities,  he  said: 

"The  increase  in  freight  rates  has  had  no  appreciable  effect 
on  the  volume  of  business  and  apparently  only  a  slight  effect  on 
the  cost  of  commodities.  The  increase  in  freight  rates  became 
effective  on  August  26,  1920,  yet  the  number  of  revenue  ton 
miles  handled  by  the  railways  during  each  of  the  months  of 
September,  October,  November  and  December,  1920,  was  greater 
than  during  either  of  the  three  preceding  years,  when  the  traffic 
was  stimulated  on  account  of  war  business. 

"Comparatively  little  work  on  public  highways  was  done 
during  the  war  period,  while  the  amount  of  such  work  during  the 
summer  of  1920  was  abnormal.  Furthermore,  with  the  filing  of 
the  application  of  the  carriers  for  an  increase  in  freight  rates, 
which  at  the  time  of  the  first  application  indicated  a  probable 
increase  of  30  per  cent  —  and  was  subsequently  increased  to  39.75 
per  cent  in  the  eastern  territory  —  there  was  a  stimulation  of  buy- 
ing with  a  view  to  securing  supplies  in  advance  of  the  antici- 
pated increase.  This  resulted  in  an  artificial  augmentation  of 
business,  the  cause  of  which  was  not  thoroughly  understood,  and 
the  increase  in  orders  made  it  impossible  to  secure  immediate 
delivery  of  materials;  consequently,  orders  were  placed  in  excess 
of  the  amounts  needed  for  current  requirements,  and  many  failed 
to  realize  the  temporary  nature  of  the  increase  in  traffis.  In 
some  instances,  as,  for  example,  in  regard  to  coal,  the  impres- 
sion was  created  that  there  was  a  real  shortage  in  the  supply, 
and  this  resulted  in  hoarding." 

Mr.  Williams  then  pointed  out  that  the  production  of  bitum- 
inous coal  in  1920  was  approximately  556,000,000  tons,  the  second 
largest  in  the  history  of  the  country  and  about  50,000,000  tons 
over  the  average  for  the  preceding  five  years,  and  122,000,000 
tons  over  the  average  for  the  five  pre-war  years.  As  a  result 
of  the  increased  buying,  he  said,  many  industries  had  on  hand 
December  31,  1920,  anywhere  from  4  to  6  months'  supply  and 
that  this  accounted  for  the  reduced  buying  of  coal  this  year. 
He  said  it  was  estimated  that  the  production  of  bituminous  coal 
necessary  to  meet  all  requirements  of  1921  will  be  at  least  100,- 
000,000  tons,  and  probably  125,000,000  tons,  below  that  of  1920. 
A  similar  situation  developed  as  to  sugar,  he  said,  it  being 
estimated  that  at  the  beginning  of  1921  there  was  on  hand  ap- 
proximately 1,250,000  tons  of  sugar  in  addition  to  stock  in  the 
hands  of  retailers  and  consumers. 

"The  stimulation  in  buying  above  referred  to,"  said  he, 
"caused  accumulation  of  this  commodity  in  all  directions,  so  that 
December  31,  1920,  found  the  maximum  amount  on  hand  and  the 
country  is  now  suffering  from  the  unusuallly  large  inventories 
thus  created.  No  material  increase  in  the  volume  of  traffic  can 
be  expected  until  the  inventories  are  reduced  to  normal. 

"You   are   doubtless   familiar  with   the   newspaper   accounts 

of  the  financial  embarrassment  of  the  Goodyear  Rubber  Company, 

growing  out  of  the  fall  in  the  price  of  rubber  and  its  adverse 

effect  upon  the  value  of  the  rubber  that  company  had  on  hand 

when  the  break  in  prices  occurred.     There  were  similar  losses 

n  practically  all  industries.     A  wholesale  grocer  in  Pittsburgh 

nformed  me  he  had  lost  $78,000  in  1920,  by  reason  of  the  fall  in 

ie  price  of  sugar;  a  wholesale  dealer  in  another  city  lost  $225,- 

)  in  1920,  from  the  same  cause.     They  suffered  similar  losses 

in  the  value  of  other  supplies  on  hand. 

"Furnace  coke  has  dropped  from  $17  per  net  ton,  in  October, 
>,  to  $3.50  per  net  ton,  in  1921. 

"Open-hearth  steel  billets  at  Pittsburgh  dropped  from  $65  00 
oss  ton,  in  July,  1920,  to  $37  per  gross  ton,  in  April    1921 
Pennsylvania  crude  petroleum  dropped  from  $6.10  per  bar- 
rel, In  October,  1920,  to  $3  per  barrel,  in  April    1921 

northern    spring    wheat,   at   Chicago,    dropped    from 
1921  October,  1920,  to  $1.33%  per  bushel  in  April, 

''Ohio  fine  delaine  wool,  clean  basis,  Boston,  dropped  from 
!<>  per  pound,  in  April,  1920,  to  92c,  in  April   1921 

rime  Western  zinc,  St.  Louis  delivery,  dropped  from  $7  SO 
per  hundred,  in  October,  1920,  to  $4.60,  in  April,  1921 
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"Pig  lead,  New  York  delivery,  dropped  from  7.60  cents  per 
pound,  in  October,  1920,  to  4.50  cents  per  pound,  in  April,  1921. 

"Red  (facing)  brick  are  now  selling  at  $12  per  thousand, 
and  salmon  (backing-up)  brick  at  $10  per  thousand  in  St.  Louis, 
being  one-half  of  the  peak  prices  of  last  year. 

"These  unusual  drops  in  prices,  and  consequent  losses  in  in- 
ventories, have  seriously  affected  the  buying  power  of  the  dealers 
and  also  have  affected  their  ability  to  borrow  funds.  At  the 
time  the-  break  in  prices  occurred,  producers  and  wholesalers  had 
on  their  books  many  unfilled  orders  which  were  subsequently 
filled  at  the  high  prices,  with  the  result  that  retailers  found 
themselves  overstocked  with  goods  at  high  prices.  The  sugar 
companies  of  Canada  lost  in  the  year  1920  an  amount  equal  to 
the  profits  of  the  preceding  six  years,  this  being  due  to  the  rapid 
fall  in  prices." 

The  factors  entering  into  the  inability  of  the  United  States 
to  dispose  of  its  surplus  products  abroad  were  discussed  by  the 
witness. 

Mr.  Williams  said  although  it  had  been  claimed  that  building 
operations  have  been  curtailed  by  the  freight  rates  charged,  he 
said  it  appeared  there  has  been  sufficient  activity  in  certain  lines 
of  construction — notably  garages.  He  submitted  an  exhibit  show- 
ing building  permits  for  dwellings  and  garages  in  Ft.  Wayne, 
Ind.,  Pittston,  Pa.,  Scranton,  Pa.,  South  Bend,  Ind.,  Toledo,  0., 
Wilkes  Barre,  Pa.,  and  the  District  of  Columbia.  Dwelling  per- 
mits in  those  cities  totaled  2,004  in  1920,  3,389  in  1919,  and  1,294 
in  1918.  Garage  permits  totaled  2,966  in  1918,  4,250  in  1919  and 
4,124  in  1920. 

An  exhibit  showing  the  relation  of  present  freight  rates  from 
representative  points  of  origin  to  Chicago  to  wholesale  prices  of 
various  articles  at  Chicago  for  the  years  1913  to  1916,  inclusive, 
and  for  1919  to  the  early  part  of  1921,  was  submitted  by  Mr. 
Williams.  On  cattle  (fair  to  choice  native  steers)  at  Chicago 
the  wholesale  price  per  cwt.  was  given  as  $8.60  in  1921,  and  the 
freight  rate  from  Sioux  City  to  Chicago,  per  cwt.,  44  cents.  The 
corresponding  figures  for  1920  were  $14.50  and  44  cents;  1919 
$16.05  and  31.5  cents;  1916,  $9.25  and  24.5  cents;  1913,  $8.15  and 
24.5  cents. 

On  hogs  (good  merchantable)  at  Chicago  the  1921  wholesale 
price  per  cwt.  was  shown  as  $9.25  and  the  rate  from  Des  Moines 
to  Chicago  per  cwt.,  40  cents.  In  1919,  the  corresponding  figures 
were  $18.60  and  28.5  cents.  On  corn  (No.  2  milled  at  Chicago) 
the  wholesale  price  per  bushel  in  1921  was  given  as  64  cents  and 
the  rate  per  bushel  from  Decatur,  111.,  to  Chicago,  7.8  cents.  In 
1919  the  corresponding  figures  were  $1.57  and  5.6  cents.  On 
wheat  (No.  I  northern  spring  at  Chicago),  the  1921  wholesale 
price  per  bushel  was  given  as  $1.47  and  the  freight  rate  from  St. 
Cloud,  Minn.,  to  Chicago,  15.6  cents  per  bushel.  In  1919,  the 
corresponding  figures  were  $2.45  and  11.4  cents. 

"The  increases  in  rates  have  been  so  small  that  they  cannot 
be  said  to  account  for  any  appreciable  amount  of  the  changes 
in  prices,"  said  Mr.  Williams. 

Another  exhibit  showing  the  effect  of  a  40  per  cent  increase 
in  freight  rates  on  certain  articles  of  food  and  clothing  was 
submitted.  This  showed  that  on  a  suit  of  clothes  from  New 
England  to  Chicago  the  effect  of  the  increase  would  be  $0018' 
to  St.  Louis,  $0.031;  to  Kansas  City,  $0.0316;  to  Detroit,  $0.014; 
to  Toledo,  $0.014.  On  a  barrel  of  flour  the  increase  from  Min- 
neapolis to  Chicago  would  be  12  cents;  to  St.  Louis,  $0.163;  to 
Kansas  City,  14  cents;  to  Detroit,  17  cents;  to  Toledo,  $0.1633. 
The  increase  on  a  box  of  apples,  according  to  the  exhibit,  from 
Washington  to  Chicago,  St.  Louis  and  Kansas  City  would  be 
24  cents;  and  to  Detroit  and  Toledo,  32  cents. 

A  statement  showing  the  effect  of  the  40  per  cent  increase 
in  freight  rates  upon  certain  articles  which  Mr.  Williams  said 
was  taken  from  The  Traffic  World  of  September  18  1920  page 
531,  was  also  submitted. 

Alfred  P.  Thorn,  general  counsel  for  the  Association  of  Rail- 
way Executives,  said  the  advisory  committee  of  the  association, 
headed  by  Mr.  Willard,  was  making  a  detailed  study  of  the 
question  of  joint  use  of  facilities  and  terminals  and  that  a  state- 
ment on  that  subject  probably  would  be  submitted  to  the  com- 
mittee later.  He  said  a  number  of  co-operative  arrangements  al- 
ready were  in  effect. 

In  response  to  a  question  by  Senator  Cummins  as  to  reduc- 
tions in  prices  of  materials  and  supplies,  Mr.  Williams  said  the 
carriers  expected  to  get  their  coal  this  year  for  from  70  to  90 
cents  less  a  ton  than  it  cost  in  1920,  and  that  roughly,  approxi- 
mately $200,000,000  might  be  saved  in  that  connection.  He  said 
crossties  were  costing  25  cents  a  tie  less  than  in  1920,  but  that 
there  had  been  no  change  in  the  price  of  steel  rails,  although 
there  had  been  a  reduction  in  the  price  of, sheet  steel. 

The  following  suggestions  as  to  sources  of  substantial  bet- 
terment which  he  said  may  be  applied  at  once  were  made  by 
Mr.  Williams: 

"(1)  State  commissions  have  required  the  re-establishment 
of  unremunerative  passenger  service,  erection  of  new  passenger 
stations,  and  other  expenditures  which  ought  to  be  deferred. 
The  Interstate  Commerce  Commission,  which  has  authority  to 
regulate  the  receipts  of  the  carriers,  should  be  the  sole  agency 
authorized  to  require  additional  service  or  expenditures  for 
plant  facilities, 
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"(2)  Frci:  in  mica  for  car-lot  shipments  should  be  baaed 
upon  the  cars  l.eiiiK  loaded  to  their  weight  capacity  or  cubical 
content  rapacity.  This  would  make  It  unnecessary  to  buy  freight 
ni  her  than  for  replacements  during  the  next  five  yearn; 
it  wmild  minimize  the  possibility  of  car  shortage,  and  would 
materially  add  to  the  revenue  tons  per  train  and  thereby  lessen 
ilif  cost  of  operation. 

"(3)  Governmental  work— particularly  road  work— should 
IK-  done  at  such  times  and  by  such  methods  as  to  Interfere  as 
little  as  possible  with  private  enterprise.  Materials  for  such 
work  ought  not  to  be  moved  by  rail  when  open-top  cars  are 
needed  for  the  coal  trade. 

"(4)  The  existing  rules  with  relation  to  seniority  rights 
when  men  are  promoted,  or  forces  are  curtailed,  should  be  modi- 
tied  so  as  not  to  apply  when  those  by  whom  they  are  claimed  are 
seriously  inferior  in  qualifications.  During  periods  of  labor  short- 
ami  particularly  during  the  past  three  years,  the  railroads 
have  found  it  necessary  to  employ  men  not  the  most  competent 
or  qualified  to  perform  the  work  for  which  they  were  taken 
into  the  service.  Many  of  these  men  are  not  capable  of  assum- 
ing increased  responsibility  and  should  not  be  retained  in  their 
present  positions." 

The  Warfield   Plan 

S.  Davies  Warfield,  president  of  the  National  Association  of 
Owners  of  Railroad  Securities,  in  offering  his  plan  for  effecting 
economies  in  the  operation  of  the  railroads  June  22,  said  the 
fundamental  question  to  be  determined  was  whether  the  cost  of 
operating  the  transportation  system  of  the  country  would  be  re- 
quired to  be  partly  met  by  taxation  of  all  the  people,  or  whether 
transportation  by  rail  could  be  fully  maintained  through  rates 
and  fares  paid  by  its  users. 

"The  first  means  government  operation  and  perhaps  even- 
tual government  ownership,"  said  he.  "The  second,  private 
operation  and  the  continuance  of  private  ownership.  So  the 
statement  frequently  made  when  the  railroads  were  returned, 
that  private  operation  was  now  to  be  given  its  final  trial,  be- 
comes a  reality." 

Mr.  Warfield  said  the  question  for  the  moment  was  whether 
sufficient  revenue  could  be  obtained  from  rates  and  fares  that 
would  be  considered  by  the  public  and  the  shippers  to  be  "rea- 
sonable," and  would  those  rates  bear  a  relation  to  the  prices 
obtainable  for  the  articles  transported  as  should  not  impede 
commerce;  or  would  part  of  the  money  required  to  meet  the 
necessities  of  transportation  have  to  be  supplied,  in  the  public 
interest,  by  taxation. 

"Unless  the  railroads  recognize  that  the  precipitate,  far- 
reaching  readjustment  now  experienced  has  produced  conditions 
that  demand  the  strictest  economy  and  the  obliteration  of  old- 
time  prejudices,"  said  he,  "and  unless  economies  are  secured 
along  lines  hereinafter  mentioned  in  order  to  meet  changed  and 
changing  conditions,  it  is  questionable  whether  the  raising  of 
money  by  taxation  can  be  escaped  with  which  to  give  the  public 
and  the  shippers  ample  and  adequate  railroad  facilities  at  rea- 
sonable rates  and  fares  at  all  times.  The  railroads  are  faced 
with  water  transportation,  conducted  under  rates  below  those 
obtaining  by  rail.  They  are  also  faced  with  motor  truck  serv- 
ice in  short  and  in  some  cases  long  distance  haul,  and  the  con- 
stant and  ever-growing  economies  being  produced  in  electrically 
operated  methods  of  transportation.  Where  water  transporta- 
tion is  operated  through  governmental  agencies,  the  government 
competes  with  privately  owned  yet  government  regulated  rail- 
roads. This  situation  can  scarcely  be  met  by  raising  the  rates 
under  which  other  forms  of  transportation  is  supplied.  In 
transportation  furnished  by  any  governmental  or  other  agency, 
maintained  by  taxation,  there  should  be  taken  into  consideration 
the  cost  to  produce  it,  and  the  requirements  that  are  imposed  on 
the  railroads." 

Mr.  Warfield  said  if  private  operation  was  to  continue  the 
railroads  must  produce  every  possible  economy  in  railroad  oper- 
ation. In  response  to  questions  by  Senator  Pomerene,  he  said 
he  believed  private  operation  could  be  made  successful.  He  dis- 
cussed the  low  return  realized  by  the  railroads  in  the  last  seven 
months,  adding  that  the  transportation  system  could  not  be 
maintained  and  give  adequate  service  on  a  return  less  than  that 
contemplated  by  the  transportation  act,  whether  that  amount  be 
produced  by  rates  and  fares,  or  by  taxation.  There  might  be 
individual  rates  that  were  too  high,  he  said,  but  under  existing 
conditions  the  revenue  from  rates  must  equal  the  amount  pro- 
vided by  the  Commission  until  suggested  economies  had  been 
made  effective. 

He  reviewed  the  reasons  for  the  rates  prescribed  by  the 
Commission  not  yielding  a  net  return  of  6  per  cent,  chief  of 
which  was  the  general  business  situation.  With  application  of 
economics  in  operation  and  administration  and  a  fair  wage  read- 
justment, he  said,  with  a  return  of  normal  business  conditions 
there  could  be  a  substantial  decrease  made  in  railroad  rates. 

"It  is  natural,"  he  said,  "that  the  shippers  of  the  country 
who  are  disposed  to  be  unmindful  of  the  fact  that  all  business 
has  been  stagnated  through  the  processes  of  readjustment, 
should  look  for  a  remedy  from  their  disturbed  condition.  There- 
fore, railroad  rates  broadly  are  criticized  without  giving  due 


incident  to  the  conduct  of  trans- 


consideration to  the  nc 
portation  " 

The  rallroadH.  he  continued,  have  not  .  -labllnhoci  «n  ar 
from   which   could    l.e    .^eeit.-iiriecl   economic   data  tut   to  th< 
latlon  of  rates  of  freight  to  the  COM  of  nmnufnciure  or  of  pro- 
duction and  to  the  price  of  commodities  laid  down  at  the  ultl 
mate  point  of  consumption.     Information  should  be  avallnbl.-    ho 
said,  to  Inform   the  shippers  and  the  public  of  the  relation   of 
freight   rates  to  commerce  and   to  the  different   elements  that 
make  up  what  Is  termed  cornm.  rcc.     Such  an  agency  should  b« 
established  by  the  railroads,  he  said.    Tie  .,ent  of  i 

merce,  he  added,   wan   Interested   In   the   present    railroad   - 
lion  and  the  ascertainment  of  the  relation  of  freight  charges  to 
Industrial,  commercial  and  agricultural  err 

"If  the  railroads  themselves  cannot  produce  convincing  evi- 
dence of  the  necessity  of  a  railroad  rate  and  the  relation  that 
•ate  bears  to  the  commodity  transported,"  said  he,  "w. 
scarcely  find  fault  if  governmental  agencies  or  departments  feel 
compelled  to  perform  such  service  In  the  general  welfare  The 
apparent  inability  of  the  railroads  through  existing  methods  of 
organization  by  reason  of  conflicting  interests,  to  co-ordinate 
their  energy  and  information,  supply  the  data  as  the  basis  for 
the  adjustment  of  a  rate  and  formulate  a  broad  railroad  policy, 
has  resulted  in  the  encroachment  of  governmental  authority  in 
matters  relating  to  railroad  operation." 

Mr.  Warfleld  said  it  was  desirable  that  Congress  should 
mil  consolidations  of  railroads  with   the  approval   of  the  Com- 
mission and  that  consolidations  should  not  be  held  up  until  a 
"completed  countrywide  plan  be  agreed  on  as  now  required  " 
Senator  Cummins  expressed  the  opinion  that  under  the  present 
law  consolidations  could  be  made  without  waiting  for  the  for 
lation  of  the  nation-wide  plan  upon  which  the  Commission  in 
working. 

Reference  was  made  to  the  statement  which  Mr.  Warfleld 
filed  with  the  Senate  committee  March  21  In  wl*»ch  the  security 
owners'  plan  for  effecting  economies  was  set  forth.  He  said 
these  proposals  would  not  bring  the  roads  closer  to  government 
control  as  some  had  seemed  to  think,  because  the  railroads 
themselves  would  be  effecting  the  necessary  economies.  The 
economies  to  be  instituted  he  classed  under  two  headings:  "one, 
by  effecting  an  organization  of  the  officials  of  the  railroads  as 
grouped  in  each  of  the  four  territories  now  established  by  the 
Interstate  Commerce  Commission;  and  two,  through  a  central 
agency  or  corporation  to  supply  equipment  to  the  railroads  with- 
out profit  to  the  corporation,  and  to  perform  other  services  under 
the  supervision  of  the  Commission." 

He  said  a  group  railway  board,  of  not  less  than  five  mem- 
bers, should  be  selected  by  each  group  of  carriers,  and  that  from 
among  the  carriers  of  the  groups,  men  should  be  selected  to 
report  on  advanced  methods  for  producing  economies.  The  plan 
further  provides  that  three  officials  be  selected  from  the  four 
group  boards,  twelve  in  all,  to  serve  on  a  national  board,  with 
twelve  additional  members  selected  from  the  trustees  of  th» 
National  Railway  Service  Corporation.  This  national  board,  he 
said,  would  be  composed  of  practical  railroad  officials  and  men 
trained  in  finance  and  general  business  administration.  This 
board  would  determine  questions  of  legislation  and  public  pol- 
icy. 

The  group  boards  and  their  committees  would  be  advisory. 
"Neither  the  national  board,"  he  said,  "nor  the  four  group  boards 
would  interfere  with  the  boards  of  directors  of  railroads."  The 
suggestions  of  the  group  and  service  boards  proposed  should  be 
submitted  to  the  directors  of  the  respective  railroads,  he  said. 
thus  keeping  before  directors  the  relation  of  co-ordination  to 
economical  operation. 

Mr.  Warfield  explained  the  purpose  of  the  National  Railway 
Service  Corporation,  organized  to  supply  equipment  to  railroads. 
He  said  large  savings  could  be  effected  through  the  use  of  this 
corporation  and,  if  provided  by  Congress,  it  would  be  enabled  to 
acquire  "a  'floating  supply'  of  equipment  to  be  leased  to  carriers 
on  a  per  diem  basis."  He  recommended  that  the  money  derived 
from  .excess  earnings  under  the  transportation  act  be  used  to 
enable  the  corporation  to  sell  its  equipment  obligations  at  mini- 
mum rates  of  interest. 

Referring  to  complaints  by  railroads  of  excessive  govern- 
mental regulation,  Mr.  Warfleld  said  It  remained  with  the  rail- 
roads to  limit  government  regulation  by  the  organizations  of 
agencies  among  themselves  which  would  guarantee  to  the  public 
and  the  shippers  adequate  transportation  facilities  "at  rates 
which  the  public  must  be  satisfied  are  in  line  with  inten- 
economies  and  wise  administration."  He  inquired  whether  the 
railroads  would  have  invoked  the  emergency  power  of  the  Com- 
mission in  1920  if  co-ordinated  relations  had  existed  among  the 
railroads  to  bring  about  what  the  Commission  through  its  on! 
forced  the  roads  to  effect. 

He  said  the  carriers  had  applied  Immediately  to  the  Labor 
Board  before  employing  the  methods  contained  In  the  transpor- 
tation act  for  the  settlement  of  working  conditions  and  wa. 
He  quoted  from  the  act.  giving  specific  methods  for  handling  the 
questions,  among  others  the  formation  of  local  or  regional  ad- 
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JUBtment  labor  boards  by  the  roads,  the  Labor  Board  to  be  the 
board  of  appeal  to  settle  disputed  questions. 

These  instances  were  cited,  not  in  criticism,  he  said,  as  there 
were  wide  differences  of  opinion  in  respect  thereto  among  the 
railroads  themselves,  but  because  complaint  was  constantly 
made  that  the  roads  were  now  nearly  operated  by  governmental 
agencies  while  little  had  been  done  to  supply  the  machinery  of 
organization  to  avoid  or  prevent  it. 

The  reports  of  the  Commission  of  railroad  revenue  and  ex- 
penditures, he  said,  gave  conclusive  evidence  of  the  necessity 
for  a  reduction  In  wages.  This  was  not  the  only  remedy  neces- 
sary In  the  emergency,  he  said.  Wage  reductions,  he  stated, 
could  entirely  supply  the  means  through  which  to  meet  the  con- 
stant demands  of  the  shippers  for  decreased  rates,  which  can  be 
secured  through  economies  possible  of  attainment. 

He  advocated  co-ordinated  relations  between  the  Commis- 
sion and  the  Labor  Board.  He  said  while  Congress  had  placed 
extensive  powers  with  the  Commission,  which  provides  the 
money  through  rates  and  fares  to  operate  the  railroads,  the 
Labor  Board  had  been  given  the  adjustment  of  wages,  now  con- 
stituting 65  per  cent  of  all  railroad  operating  expenditures.  "Can 
the  Commission,"  he  asked,  "in  the  wording  of  the  commerce 
act,  exercise  'authority  to  inquire  into  the  management  of  the 
business,  keep  Itself  informed  as  to  the  manner  and  method  in 
which  the  same  is  conducted — have  complete  information  neces- 
sary to  enable  the  Commission  to  perform  the  duties  and  objects 
for  which  it  was  created,'  when  Congress,  without  co-ordinate 
relations  between  the  two  bodies,  charges  one  with  the  sole 
right  to  fix  wages,  and  the  other  with  the  duty  of  supplying  the 
money  from  rates  to  pay  them,  keep  the  railroads  running  and 
enable  them  to  sell  their  securities?" 

Mr.  Warfield  discussed  the  Board  of  Economics  and  En- 
gineering appointed  by  the  association  as  the  only  instrumental- 
ity which  could  review  the  questions  involved  unhampered  by 
ties  of  individual,  railroad  or  financial  identity  or  ownership,  or 
by  the  Influences  of  any  particular  security  owning  or  banking 
group,  and  from  the  environment  that  attends  governmental  ap- 
pointment. He  said  it  could  pursue  its  investigations  and  reach 
conclusions  solely  with  the  purpose  of  securing  the  substantial 
economies  that  can  be  made  in  the  public  interest,  only  possible 
of  attainment  by  those  in  position  to  view  the  transportation 
system  as  a  whole.  He  gave  the  subjects  now  under  investiga- 
tion by  this  board,  as  follows: 

1.  A — Standardization  of  Equipment;  B — Repairs  and  Shop 
Practices;  C — Power  economies,  including  locomotive  improve- 
ments and  electrification.  2.  Car  Service.  3.  Joint  Facilities 
and  Terminals.  4.  Consolidations  of  Railroads — Valuation. 

Transportation  economies — Loss  and  Damage.  6.  Routing  of 
Traffic.  7.  Purchase  of  Fuel  and  Supplies.  8.  Simplification  of 
Accounting.  9.  Traffic  Rates  and  Divisions.  10.  Wages  and 
Working  Conditions. 

The  board  is  in  consultation  with  representatives  of  car 
manufacturing  companies  to  adopt  standard  methods  in  respect 
to  equipment,  he  said. 

He  stated  that  the  group  organizations  and  the  plans  pro- 
posed to  investigate,  report  and  institute  economies  under  the 
group  plan,  had  been  gone  into  by  the  Board  of  Economics  and 
Engineering,  and  it  was  the  opinion  of  that  board  that  through 
such  organization  large  economies  could  be  instituted. 

The  board  hopes  to  have  the  co-operation  of  the  railroads  in 
each  of  the  divisions  established  by  the  Commission  in  deter- 
mining methods  for  producing  economies  and  of  making  them 
effective,  he  said,  including  the  joint  use  of  terminals  and  other 
facilities,  standardization  of  equipment  and  many  other  means 
of  effecting  general  operating  economies. 

Mr.  Warfield  presented  drafts  of  two  bills,  one  entitled: 
"An  Act  to  Further  Economies  and  Efficiency  in  Railroad  Trans- 
portation" to  effect  the  organizations  suggested  of  the  railroads 
In  the  four  group  territories;  the  other,  "An  Act  to  Incorporate 
National  Railway  Service  Corporation,  and  to  define  its  powers 
and  duties,  and  for  other  purposes." 

He  said  Congress  was  not  asked  to  enforce  the  suggestions 
made  in  relation  to  the  economies  to  be  secured;  that  request 
wag  made  that  the  railroads  themselves  effect  the  organizations 
to  secure  these- economies  and  to  bring  such  relations  between 
the  carriers  as  will  permit  the  economical  operation  of  the 
transportation  system  as  a  whole.  All  of  the  actions  of  these 
boards  would  be  subject  to  the  supervision  of  the  Interstate 
Commerce  Commission,  he  said. 

Neither  was  it  desired,  he  said,  to  force  on  railroads  the 
lition  of  equipment  through  the  National  Railway  Service 
orporation;   the  Commission  should  determine  to  what  extent 
the  corporation  should  be  used  by  the  railroads. 

He  declared  that  there   was   nothing   Involved  in   the   sug- 

is  made  not  within  the  spirit  of  the  transportation  act  nor 

was  not  necessary  to  carry  out  its  purposes 

In  closing,  Mr.  Warfield  said:    "It  has  been  made  apparent 

e  country  cannot  look  to  a  thousand  or  so  executives  of 

ds.  nearly  two  hundred  alone  representing  the  great  sys- 

reach  agreements  and  conclusions  among  themselves 

capectlng  the  co-ordination  of  facilities  and  service,  and  the  in- 


troduction of  economies  to  the  extent  essential  to  guarantee  the 
most  economical  administration  and  methods  of  transportation 
under  the  system  that  is  at  present  observed.  Unless  these  con- 
ditions are  recognized  and  relieved  through  definite  organization, 
then  transportation  under  private  operate  must  fail." 

The  Board  of  Economics  and  Engineering,  he  said,  was 
composed  of  John  F.  Stevens,  F.  A.  Molitor,  John  F.  Wallace,  W. 
L.  Darling,  L.  B.  Stillwell  and  W.  W.  Colpitts.  He  announced 
that  several  members  of  the  board  were  present  and  would  indi- 
cate briefly  the  directions  the  proposed  investigations  would 
take.  L.  B.  Stillwell  would  indicate  the  direction  in  which  in- 
vestigation would  be  made  in  respect  to  equipment;  John  F. 
Wallace,  the  direction  in  respect  to  the  joint  use  of  terminals  in 
larger  cities;  Edwin  Ludlow,  president  of  the  American  Institute 
of  Mining  and  Metallurgical  Engineering,  appointed  by  the  board 
in  matters  pertaining  to  fuel,  would  discuss  methods  for  joint 
coal  and  fuel  purchases,  he  said.  Forney  Johnston,  of  counsel  of 
the  association,  would  describe  the  equipment  agreements  and 
contracts  between  the  carriers  and  the  service  corporation. 

Mr.  Warfield  told  the  committee  that  section  10  of  the 
Clayton  anti-trust  act,  which  became  effective  January  1,  1921, 
after  President  Wilson  had  vetoed  an  act  extending  the  effective 
date  for  another  year,  had  caused  many  railroad  directors  to 
retire  because  of  connections  with  banking  institutions  with 
which  the  railroads  did  business.  His  point  was  that  the  rail- 
roads had-  lost  the  services  of  such  men  as  directors  because 
of  the  law.  He  said  they  had  retired  as  railroad  directors  be- 
cause they  did  not  wish  to  be  put  in  the  position  of  violating 
the  law.  Senator  Cummins  said,  as  he  read  section  10,  there 
was  no  occasion  for  such  resignations,  but  that  if  there  were 
dealings  between  a  railroad  company  and  a  bank  in  case  the 
railroad  company  had  a  director  who  was  an  official  of  the 
bank,  the  only  requirement  was  that  there  be  competitive  bid- 
ding. Mr.  Warfield  admitted  that  was  so,  but  he  said  the  com- 
petitive bidding  requirements  imposed  such  cumbersome  pro- 
ceedings on  the  railroads  in  such  instances  that  the  directors 
preferred  to  resign  rather  than  resort  to  competitive  bidding. 

Mr.  Warfield  explained  that  his  association  represented  the 
holders  of  about  eleven  billions  of  railroad  securities,  most  of 
which  were  bonds,  and  he  said  when  the  question  of  consolida- 
tions came  up,  the  railroads  would  have  to  deal  with  the  secur- 
ity owners,  because  their  consent  would  be  required  in  the 
making  of  consolidations. 

When  Mr.  Warfield  was  discussing  the  board  appointed  by 
the  association  to  study  economies,  Senator  Wolcott  inquired 
whether  that  plan  had  met  with  the  favor  of  the  railway  execu- 
tives. Mr.  Warfield  said  he  had  received  a  number  of  letters 
from  railroad  presidents  indorsing  the  idea. 

W.  A.  Colston,  director  of  the  Commission's  bureau  of  finance, 
Mr.  Warfield  said,  would  be  called  as  a  witness  to  tell  of  the 
economies  that  could  be  effected  through  the  use  of  such  an 
organization  as  the  National  Railways  Service  Corporation. 

The  thought  was  expressed  by  Senator  Cummins  that  the 
witness  charged  in  effect  that  the  railroads  were  not  being  op- 
erated as  efficiently  as  they  could  be  and  that,  therefore,  the 
security  owners  had  appointed  the  board  on  economies  for  the 
purpose  of  advising  the  railroads  how  to  save  money.  Mr.  War- 
field  said  the  idea  was  to  establish  effective  co-operation  among 
the  railroads.  He  said  railroad  presidents  were  jealous  of  what 
they  had  built  up  when  it  came  to  the  joint  use  of  facilities, 
etc.,  and  that  the  association  desired  to  be  helpful  in  getting 
railroad  executives  to  co-operate. 

Only  a  brief  session  was  held  by  the  committee  June  23  be- 
cause of  the  desire  of  the  members  to  be  present  in  the  Senate 
during  debate  on  the  seasonal  coal  rate  bill.  The  Senate  met 
at  11  o'clock,  when  adjournment  was  taken  by  the  committee 
until  June  24.  Mr.  Warfield  completed  the  reading  of  his  pre- 
pared statement  and  was  followed  by  Forney  Johnston,  of 
counsel  for  the  National  Association  of  Owners  of  Railroad  Se- 
curities, who  began  explanation  of  the  two  bills  offered  by  the 
association  to  write  into  the  law  the  proposals  for  organization 
of  the  carriers  within  the  rate-making  groups  fixed  by  the  Com- 
mission and  for  the  incorporation  of  the  National  Railway  Serv- 
ice Corporation.  Mr.  Johnston  had  scarcely  begun  his  testi- 
mony, however,  before  the  committee  decided  to  adjourn. 

The  bill  relating  to  the  economy  plan  of  the  association 
provides  that  the  Commission  shall  provide  for  the  organization 
of  the  carriers  for  the  purpose  of  carrying  out  the  terms  of 
the  act.  Group  railway  boards  would  be  established  in  each 
rate  group  and  the  Commission  would  be  directed  to  cause  to 
be  organized  a  board  known  as  the  National  Railway  Service 
Board,  to  be  composed  of  three  members  to  be  selected  from 
each  of  the  several  railway  group  boards  and  an  equal  number 
to  be  selected  from  the  board  of  trustees  of  the  National  Rail- 
way Service  Corporation.  The  board  would  have  authority  to 
act  as  an  agency  of  the  Commission  in  such  matters  as  the 
Commission  might  define  by  orders;  to  make  studies  of  the 
transportation  problem  and  of  the  consolidation  question,  and 
in  general  to  conduct  and  apply  intensive  studies  of  the  sub- 
ject of  railway  economies.  The  expense  of  the  national  board 
and  the  group  boards  would  be  met  by  assessments  on  the  car- 
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Commission."1'          **  MttoMl  b°"A  WOUld  b<  enfo^  *  the 
The  other  bill  provides  for  Incorporation  of  the  National 
Railway  Service  Corporation,  which  would  be  a  continuation 
the  organization  of  that  name  created   by  the  tec       y owner* 
association,   but   it   would   have   greatly  Increased     owerH      The 
corporation   would   be   an   agency   of   the   United   States    to   t 
nPe,? ,  J'!  the'nterest  of  the  commerce  of  the  people' of  the 
United  States.    It  would  deal  largely  with  financial  and  refund 
In*  operations  of  the  carriers,  and  would  be  authorized  to  buy 
and  lease  equipment  to  railroads.     The  bill  provides  further 


In  the  report  of  tfie  testimony  of  L.  E.  Wettllng  before  the 
Senate  interstate  commerce  committee  on  June  16   it  was  state 
an  exhibit  submitted   by   the  witness   showed   that  in   1913 

t,Ve,'£ge  ™Ce  «PtS  PCr  I00-™116  were  71'9  cent8.  and  in  March,  1921, 
$1.333.     The  figures  should  have  been  7.19  mills  and  13.33  mills. 

REDUCTION  RUMORS  DO  HARM 

The  Traffic  World  Washington  Bureau 

"I  regard  it  is  extremely  unfortunate  that  there  should  have 
been  so  much  agitation  in  regard  to  early  reductions  in  rates 
on  coal,  or  other  commodities,  and  in  some  instances  on  freight 
traffic  generally,"  said  Chairman  Clark  of  the  Commission  in 
a  letter  to  S.  F.  Nigh,  secretary  of  the  Michigan-Ohio-Indiana 
Coal  Association  of  Columbus,  O.,  who  had  made  inquiry  as  to 
reductions  in  rates  on  coal. 

"I  think  that  the  result  of  those  rumors,  which  in  the  main 
have  had  no  real  foundation,  has  been  to  stagnate  industry  and 
commerce. 

"There  is  not  to  my  knowledge  now  pending  before  the 
Commission  any  formal  proceeding  in  which  general  reductions 
of  coal  rates  under  section  1  of  the  act  are  sought.  There  is 
now  pending  before  us  a  formal  complaint  of  the  Southern  Ohio 
Coal  Exchange  which  alleges  undue  prejudice  against  Ohio 
points  and  undue  preference  of  mines  in  the  inner  and  outer 
Crescent  districts.  A  similar  complaint  of  the  Michigan  Manu- 
facturers' Association  which  brings  in  issue  the  rates  from  mines 
in  Ohio  and  the  Crescent  groups  to  destinations  in  Michigan  is 
also  pending.  There  is  also  now  before  the  Commission  for 
consideration  a  petition  filed  in  behalf  of  carriers  operating  in 
Ohio,  seeking  an  investigation  under  section  13  of  the  act  by 
reason  of  an  alleged  preferential  adjustment  in  favor  of  the 
intrastate  coal  traffic.  The  Michigan  case,  No.  12235,  has  been 
recently  heard,  but  complaint  in  the  southern  Ohio  case,  No. 
12698,  was  not  filed  until  April  13  last  and  hearing  thereon  has 
not  yet  been  had.  The  cases  are  brought  primarily  under  sec- 
tions 2  and  3  of.  the  act.  Other  minor  complaints  of  an  indi- 
vidual character  are  pending.  All  are  being  handled  as  ex- 
peditiously  as  possible  under  the  considerable  pressure  of  im- 
perative duties.  However,  I  could  not  undertake  to  forecast  any 
probable  date  of  decision  or  to  say  what  the  probable  effect  of 
our  decisions  might  be." 


RAILROAD  SITUATION   DISCUSSED      . 

In  a  review  of  economic  and  financial  conditions  In  the 
United' States,  as  of  June  1,  which  will  be  considered  at  the 
meeting  of  the  International  Chamber  of  Commerce  in  London, 
June  27  to  July  1,  the  American  National  Committee  discussed 
the  railroad  situation  as  follows: 

Such  improvement  In  general  business  conditions  and  senti- 
ment as  has  occurred  since  the  first  of  the  year,  has  been  clouded 
to  a  considerable  extent  by  the  financial  difficulties  In  which  most 
of  our  railroads  are  now  involved.  It  was  known  that  during  the 
time  when  their  income  was  guaranteed  most  of  the  roads  were 
not  paying  their  way,  and  it  was  evident  that  difficulties  would 
arise  when  the  guaranty  came  to  an  end.  Unfortunately,  when 
this  time  arrived,  business  was  on  the  down  grade:  and  naturally 
railroad  earnings  were  seriously  affected.  While  the  cost  of  coal 
and  other  supplies  has  declined  to  some  extent,  wages  have  re- 
mained at  the  war  level;  and  H  has  been  Impossible  to  cut  down 
the  number  of  employes  sufficiently  to  reduce  payrolls  to  the 
requirements  of  the  situation. 

The  first  quarter  of  1921,  Instead  of  bringing  relief,  saw  mat- 
ters go  from  bad  to  worse,  and  developed  a  situation  that  seemed 
to  portend  an  era  of  receivership  even  more  serious  than  that 
which  followed  the  panic  of  1893. 

Fortunately,  since  the  first  of  April  there  have  been  develop- 
ments which  promise  relief  from  excessive  labor  costs;  but,  even 
now.  it  is  a  question  whether  changes  can  be  made  in  time  to 
avert  a  number  of  receiverships.  It  Is  a  serious  defect  of  our 
methods  of  regulating  public  utilities  that  relief  from  Intolerable 
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NEW  LEGISLATION  FAVORED 

Tlu  Trtfe  World  H'ftkiHglon  Boren 

Senator  Fletcher,  of  Florida,  has  iiubmlted  to  the  Senate 
a  resolution  of  the  Southern  Wholesale  Grocers'  Association 
favoring  the  fnactment  of  legislation  to  provide  a  penalty  for 
failure  of  common  carriers  to  settle  claims  promptly  and  to  re- 
quire payment  of  Interest  on  loss  and  damage  claims  Th»- 
resolution  further  urged  legislation  amending  section  20  para 
graph  11  of  the  interstate  commerce  act  so  as  to  provide  that 
any  common  carrier  a  party  to  a  through  rate  or  a  through  bill 
of  lading  shall  be  liable  to  the  lawful  bolder  of  the  bill  of  lad- 
Ing  for  any  loss,  damage  or  injury  caused  by  It  or  by  any  of 
the  carriers  parties  thereto;  also  legislation  authorizing  and 
directing  the  Commission  to  have  common  carriers  issue  I  000- 
mile  mileage  books  at  substantial  reductions  under  the  regular 
passenger  fares,  and  to  prohibit  common  carriers  from  Increas- 
ing rates,  fares  or  charges  without  the  permission  of  the  Com- 
mission. The  resolution  was  referred  to  the  Interstate  com- 
merce committee. 


STATE   RATE   REGULATION 

The  committee  on  state  and  federal  legislation  of  the  Na- 
tional Association  of  Railway  and  Utilities  Commissioners  has 
endorsed  the  Sweet  bill  (H.  R.  6861)  providing  for  restoration 
of  intrastate  regulation  of  railroads  to  the  state  commissions, 
annulment  of  the  orders  issued  by  the  Commission  In  the  in- 
trastate rate  cases,  and  repeal  of  the  rate-making  section  of 
the  transportation  act.  The  committee  will  urge  favorable  ac- 
tion on  the  bill,  according  to  John  E.  Benton,  general  solicitor 
of  the  association.  No  date  for  hearings  on  the  bill  has  been 
set  by  the  House  committee  on  interstate  and  foreign  com- 
merce. 

In  a  bulletin  to  the  state  commissions  Mr.  Benton  advised 
that  the  Kentucky  commission  on  June  16  made  an  order  abol- 
ishing the  Pullman  surcharge  on  the  Illinois  Central  between 
Paducah  and  Louisville.  Following  Ex  Parte  74,  Mr.  Benton 
said,  the  carriers  in  Kentucky  filed  tariffs  making  effective  as 
to  intrastate  rates  (he  same  increases  that  were  authorized  in- 
terstate. These  took  effect  as  filed,  the  Kentucky  commission 
having  no  power  of  suspension,  but  power  to  act  upon  com- 
plaint only.  Some  time  ago  complaint  was  made  against  the 
Pullman  surcharge  between  the  points  named.  A  hearing  was 
held  June  2.  The  order  is  effective  June  26. 


TEXAS  ATTACK  ON  THE  LAW 

The  attitude  of  Texas  officials  toward  the  transportation  act 
was  reflected  in  a  speech  made  by  Representative  Sanders  of 
that  state  In  the  House,  June  21.  He  charged  that  the  act  bad 
"emasculated  the  constitution  and  laws  of  many  of  the  states  of 
this  Union,  centralized  the  powers  to  control  these  Important 
arteries  of  commerce  in  the  Interstate  Commerce  Commission 
at  Washington,  destroyed  state  rights  and  attained  an  accom- 
plishment in  centralization  undreamed  of  by  Hamilton  in  his 
palmiest  days." 

Mr.  Sanders  introduced  a  bill  some  time  ago  providing  for 
amendment  of  the  act  so  that  the  states  would  have  their  power 
to  regulate  intrastate  commerce  restored,  and  he  said  he  was  go- 
ing to  "keep  this  agitation  going"  until  state  rights  as  to  railroad 
regulation  had  been  restored. 


INTERNATIONAL  TRANSPORTATION 
"The  nations  should  co-operate  not  only  In  the  removal  of 
physical  barriers  to  trade,  but  in  the  removal  of  all  adminis- 
trative Impediments."  the  American  Committee  on  Distribution 
proposes  in  a  report  to  be  discussed  at  the  meeting  of  the  In- 
ternational Chamber  of  Commerce  in  London  June  27. 

"Through  trains,  the  through  handling  of  freight  and  freight 
cars,  international  bills  of  lading,  the  free  passing  through  a 
country  to  their  destination  beyond  Its  borders  of  goods  under 
bond  or  seal,  favorable  and  uniform  rates  and  charges,  are  urged. 
The  free  use  of  international  commissions  to  regulate  Interna- 
tional trade  and  travel  and  transportation  facilities  should  be  un- 
hesitatingly accepted  and  extended  by  the  governments  of  the 
world." 

As  one  of  the  means  of  restoring  the  world's  commerce,  the 
committee  urges  that  customs  regulations  at  frontiers  and  ports 
of  entry  should  be  made  as  uniform  and  simple  as  possible. 
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FREIGHT  AGENTS   MEET 


The  341  h  annual  meeting  of  what  was  formerly  the  American 
Association  of  Freight  Agents  and  is  now  the  Freight  Station 
Section  of  the  Operating  Division  of  the  American  Railway 
Association,  opened  at  the  Sherman  Hotel  in  Chicago,  June  21. 
According  to  several  of  the  officers,  the  attendance  was  better 
than  at  any  other  meeting  in  the  last  five  years. 

R  H  Aishton,  president  of  the  American  Railway  Associa- 
tion opened  the  session  with  a  short  talk  on  co-operation,  re- 
minding the  assembled  agents  that  their  association  was  now 
recognized  by  both  the  government  and  the  railroads  and  so 
was  responsible  to  both.  Col.  J.  C.  Gilmore,  freight  agent  for 
the  Pennsylvania  Railroad  and  first  vice-chairman  of  the  section, 
replied  on  behalf  of  the  agents.  He  said  that  in  the  press  of 
other  far-reaching  railroad  problems  of  the  day  there  had  been 
a  tendency  to  overlook  the  necessity  for  inducing  capable  young 
men  to  enter  the  service. 

"A  great  deal  has  been  said  about  the  lack  of  opportunity 
in  the  railroad  business  for  ambitious  young  men  today,"  he 
said  "and  the  same  remarks  are  made  regarding  American 
business  in  general.  Nothing  could  be  farther  from  the  truth. 
One  need  only  to  point  to  the  most  successful  and  honored  men 
in  the  railroad  business  to  prove  these  statements  false.  Fred 
Underwood,  president  of  the  Erie,  and  President  Willard  of  the 
B.  &  O.,  both  began  their  careers  as  railroad  brakemen.  The 
general  manager  of  the  Santa  Fe,  the  able  and  efficient  Hurley, 
began  as  a  teamster.  The  humble  start  of  the  great  empire- 
builder,  the  late  James  J.  Hill,  need  not  be  repeated;  it  is  too 
well  known. 

"What  is  true  of  the  railroads  is  also  true  of  other  indus- 
tries. A  few  names  will  suffice:  Cyrus  H.  K.  Curtis  began  as 
a  newsboy  in  Portland;  John  Wanamaker's  first  job  was  in  a 
brickyard;  C.  M.  Schwab  was  first  a  pit-boy,  and  Herbert  Hoover 
began  as  a  mucker  in  a  mine. 

"Another  fallacy  of  American  business  life  that  requires 
refutation  is  that  this  is  a  'young  man's  country'  exclusively. 
So-called  authorities  have  said  that  a  man's  most  useful  pro- 
ductive decade  is  between  his  thirtieth  and  fortieth  year.  Rec- 
ords show  that  our  biggest  leaders  are  men  far  past  fifty.  In- 
vestigation proves  that  many  of  these  leaders  did  not  begin  to 
do  their  best  work  until  between  their  fifty-fifth  and  sixty-fifth 
years.  The  head  of  the  biggest  single  industry  in  America,  the 
United  States  Steel  Corporation,  Judge  Gary,  is  seventy-two 
years  of  age;  the  country's  most  prominent  banker,  George  F. 
Baker,  of  the  First  National  Bank  of  New  York,  is  82;  Henry 
Ford,  Thomas  Edison,  and  a  host  of  other  men  of  considerable 
age  are  still  at  the  peak  of  efficiency." 

Fred  Winburn,  of  the  Freight  Claim  Division,  addressed  the 
meeting  on  the  general  subject  of  freight  claim  prevention,  after 
which  the  reports  of  the  officers  were  taken  up.  The  affairs  of 
the  American  Association  of  Freight  Agents  were  wound  up  by 
disposing  of  the  reports'  of  the  chairman  of  the  executive  com- 
mittee and  the  treasurer  of  that  organization. 

The  section's  method  of  considering  important  matters  is 
to  divide  them  as  concerning  operations,  station  traffic,  station 
settlements  and  freight  station  rules,  each  subject  being  han- 
dled by  a  special  committee.  The  topic  committee  assigns  vari- 
ous topics  under  these  main  divisions  for  consideration  by  various 
local  committees,  of  which  there  are  971.  The  findings  of  these 
local  committees  are  then  brought  before  the  meeting  for  con- 
sideration and  passed  on,  if  satisfactory,  to  the  committee  of 
direction,  which  arranges  for  passing  them  on  to  the  American 
Railway  Association. 

The  report  of  the  committee  on  operation  contained  recom- 
mendations for  protection  against  unjust  claims  on  perishable 
freight,  the  use  of  the  tractor  method  of  handling  1.  c.  1.  freight 
at  large  transfer  points,  the  use  of  demountable  van  bodies  for 
handling  freight,  and  methods  of  improving  the  personnel  of 
station  receiving  and  delivery  forces. 

The  committee  on  station  traffic  made  recommendations  con- 
cerning the  order-notify  bills  of  lading  and  proposed  changes  in 
demurrage  and  reconsignment  rules.  This  report  was  followed 
by  reports  of  the  station  settlements  and  station  rules  commit- 
tees, after  which  the  meeting  took  up  the  consideration  of  topics 
for  presentation  at  the  next  annual  meeting.  A  special  com- 
mittee, appointed  at  the  1920  meeting,  to  study  the  subject 
of  through  waybllling  of  freight,  reported  and  recommended  that 
some  plan  of  through  billing  from  point  of  origin  to  destination, 
such  as  was  in  use  under  government  control,  be  put  into  use  on 
account  of  the  economy  and  efficiency  which  would  result  there- 
from. 

Order-Notify   Bills  of  Lading 

The  topic  handled  by  the  Joliet  committee  for  the  committee 
station  traffic  was  classed  under  three  questions  regarding 
the  order-notify  bill  of  lading.     They  were: 

,  order  ,notify  form  of  bill  of  lading  be  discontinued? 

c^n  T^onS  STS^^ 
se' Sa?e- 


In  answering  the  first  two  of  these  questions,  the  committee 
quoted  from  the  record  of  one  of  the  hearings  on  the  Pomerene 
bill,  to  the  effect  that  the  business  of  the  whole  world  today 
"is  done  largely  on  bills  of  lading  whether  'to  order'  or  straight; 
that  it  has  become  the  most  important  instrument  of  credit  in 
use  in  the  world  today  of  any  kind  and  that  it  is  necessary  for 
the  commerce  of  this  country  to  make  the  bill  of  lading  fully 
negotiable,  entirely  safe  and  to  make  the  person  who  receipts 
for  the  goods,  whether  they  have  been  deliverd  to  him  or  not, 
responsible  for  their  delivery." 

Following  this  line  of  thought,  the  committee  decided  that 
to  discontinue  or  to  make  an  additional  charge  on  order-notify 
bills  would  be  a  hardship  on  business  in  general  and  recom- 
mended that  no  steps  be  taken  in  that  direction.  It  said: 

Shippers,  bankers  and  carriers  are  all  dependent  on  each  other 
for  a  living  and  we  think  are  wise  enough  to  realize  that  whatever  is 
good  for  our  trade  as  a  whole  is  good  for  everyone  who  participates 
in  it  As  we  have  said  before,  the  order  notify  bill  of  lading  has 
become  one  of  the  most,  if  not  the  most,  important  instrument  of 
credit  in  use  in  the  world  today  of  any  kind,  and  in  view  of  this 
and  the  other  facts  presented,  your  committee  is  of  opinion  and 
recommends  that  no  action  be  taken  by  the  freight  station  section, 
which  has  as  its  object  the  discontinuance  of  the  order  notify  bill  of 
lading,  and  while  it  is  admitted  there  is  certain  additional  clerical  work 
involved  in  handling  order  notify  shipments,  we  do  not  find  in  justice 
any  basis  for  making  an  additional  charge  for  goods  moving  on  the 
order  notify  form. 

The  growing  importance  of  bills  of  lading  as  collateral  makes 
it  necessary  to  take  more  care  in  the  indorsement  of  these  docu- 
ments, the  committee  said.  A  check  made  by  the  committee 
on  500  order-notify  bills  of  lading  which  were  handled  at  a  sta- 
tion in  New  York  harbor  territory  showed  that  less  than  50 
per  cent  were  properly  indorsed.  The  committee  saw  in  this 
laxity  a  source  of  danger  and  made  the  following  recommenda- 
tion in  answer  to  the  third  question: 

Your  committee  therefore  recommends  *hat  action  be  taken  by 
the  freight  station  section  to  the  end  that  the  endorsement  accepted 
by  the  purchaser  of  an  order  bill  of  lading  shall  be  not  only  prima 
facie  evidence,  but  conclusive  evidence  of  its  correctness;  that  all 
original  order  notify  bills  of  lading  be  printed  on  yellow  paper  of 
standard  size,  8  by  10^  in.,  with  a  margin  on  the  back  for  endorse- 
ments not  less  than  3V2  in.  wide,  this  space  to  be  at  the  top  of  the 
form,  and  that  each  order  bill  of  lading  have  printed  in  red  ink  in  the 
space  provided  for  endorsement  on  the  back  of  the  bill,  the  following: 

"The  delivery  of  the  shipment  describeed  in  this  bill  of  lading  will 
be  made  upon  surrender  of  the  bill  of  "lading  properly  endorsed." 

Proper  enorsement  means  an  endorsement  technically  correect. 
made  by  the  order  party;  if  to  an  individual,  by  himself  or  one  having 
his  power  of  attorney;  if  to  a  co-partnership,  or  a  company,  by  a 
member  of  the  firm  or  one  having  its  proper  authority;  if  to  a  cor- 
poration, by  an  officer  of  the  corporation  with  his  title. 

Universal   Through   Waybilling 

In  recommending  the  adoption  of  a  system  of  universal 
through  waybilling,  the  committee  appointed  to  consider  that 
subject,  under  the  chairmanship  of  G.  B.  Ingersoll,  agent  for  the 
Wabash,  at  Chicago,  classified  the  benefits  which  in  its  opinion 
would  follow  from  such  a  course  under  four  heads:  I.  Reduc- 
tion in  operating  expense;  2.  reduction  in  delay  to  cars  and 
freight;  3.  reductions  in  "overs"  and  "shorts"  and  claims;  4. 
economy  and  efficiency  in  accounting. 

Discussing  the  possible  reduction  in  operating  expense,  thr 
committee  said: 

It  should  be  taken  into  consideration  that  every  time  a  shipment 
is  rebilled  it  means  duplication  of  work  on  the  part  of  the  inbound 
carrier  road  and  the  outbound  carrier  road,  the  work  being  done  by 
the  highest  grade  of  clerical  help  that  is  employed  at  the  station: 

The  inbound  road  revising  the  rates,  expensing,  abstracting  the 
waybills,  collecting  charges  and  accounting.  The  outbound  road  re- 
vising and  waybilling  the  transfers,  abstracting  and  making  settle- 
ments. This  work  being  duplicated  at  every  retaining  point,  the  final 
destination  agent  completing  the  transaction  by  doing  the  work  for  a 
last  time. 

Investigation  by  the  committee  showed  that  the  putting  into 
effect  of  the  through  bill  system  under  instructions  from  the 
government,  in  1918,  on  one  eastern  line  at  Chicago  resulted  in 
the  elimination  of  44  clerks  and  a  saving  in  salaries  of  $77,592 — 
at  the  present  salary  rate.  A  western  line  at  Chicago  had  to 
increase  its  clerical  force  by  24  on  restoration  of  the  junction 
system,  according  to  the  committee,  resulting  in  an  added  ex- 
pense of  $42,000.  Numerous  other  examples  were  cited. 

The  necessity  for  rebilling  at  junction  points,  according  to 
the  committee,  results  in  an  average  delay  to  freight  of  from 
12  to'  24  hours.  This,  it  claims,  can  be  largely  eliminated  by 
the  use  of  a  through  billing  system. 

At  the  larger  railroad  centers  the  receiving,  forwarding  and  trans- 
fer yards,  with  few  exceptions,  are  located  from  one  to  ten  miles  from 
the  billing  offices.  Waybills  have  to  be  sent  from  the  yard  to  the 
billing  offices  for  revising,  expensing,  and  then  returned.  The  same 
procedure  has  to  be  followed  with  the  outgoing  road. 

This  not  only  means  a  bad  delay,  but  a  big  increase  in  expense. 
At  the  smaller  junction  points,  with  smaller  forces  and  less  facilities, 
the  delay  is  greater. 

In  actual  practice,  as  we  know  from  experience,  and  in  confirma- 
tion of  this  we  have  interviewed  different  yardmasters  and  always 
find  the  same  statement — that  is,  cars  coming  from  connecting  linos 
accompanied  by  through  billing  are  readily  disposed  of  by  switching 
to  outgoing  classification  tracks;  but  those  which  have  to  he  rebill. •.! 
are  switched  to  hold  tracks,  as  there  is  always  an  uncertainty  as  to 
when  the  waybills  on  which  they  can  be  forwarded  will  be  available. 
Ihis  may  mean  a  delay  of  one  or  more  days  in  getting  out  waybill. 
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are    (.M    these    hold    or    non-classifying    I  nicks    fur    t\vi    ,n     ti 
days,   other  cars  that  have  billing  running  annum  diem. 

According  to  the  committee,  reports  show  an  Increase  of 
in  mi  25  to  50  per  cent  in  "overs"  nnd  "shorts"  since  the  re- 
smniHinn  of  junction  billing.  This  is  caused  by  waybills  becom- 
ing .separated  from  freight,  lack  of  information  on  waybills,  and 
errors  in  transcribing  when  rebilllnR. 

y   tin"'   there    is   rebilllng  there   Is  a   chance   for  error   In    th- 
ug   of    Information    ns    to    the    name    of    shipper     roimlj.-' 
nation    and    urtieles.      Also    other    informHtlon    shown    on    original 
Shipping   bill   or   initial    waybill    is   omitted  at  some  Junction    i.oini 
mine,    causing    trouble   at    destination. 

In  support  of  its  claim  of  efficiency  and  economy  In  account- 
ing, tlic  roniniilice  quoted  a  letter  from  J.  G.  Drew,  president  of 
the  Railway  Accounting  Officers'  Association,  as  follows: 

Inti-rlinc  or  through  waybillfng  of  freight  fiom  point  of  origin  to 
de.stiiKitinn  is  <li  siraHc  as  an  aid  in  economical  and  eflici.  ni  railway 
transportation;  1.  .  •-.  us  the  time  required  for  transportation  of  freight; 
is  helpi'ul  in  the  operation  of  Junction  n  gentles;  reduces  number  of 
overcharge  claims,  and  facilitates  the  investigation  of  loss  and  dam- 
age, as  well  as  overcharge  claims. 

The  committee  concluded  its  report  with  the  following  sum- 
mary: 

We  realize  that  a  great  deal  can  be  said  pro  and  con  on  this  sub- 
ject. We  have  tried  to  make  our  statement  brief.  We  feel  that  we 
can  answer  any  consistent  arguments  that  may  be  brought  against 
the  proposed  plan. 

\\V  art-  naily  to  cite  further  examples  of  the  inefficiency  of  re- 
billing,  such,  for  instance,  as  the  Iowa  state  situation;  also  rebilling 
of  grain  shipments  destined  to  board  of  tr;tde  points. 

\\v  have  only  touched  on  one  part  of  the  expense,  not  taking  Into 

Meration  additional  office  room  and  furniture  required  by  addl- 
tiou  to  the  local  forces  at  the  various  junction  points,  not  taking  Into 
consideration  the  tremendous  waste  of  stationery  account  of  dupltca- 
ti'in  <it  work,  and  many  other  features  that  might  be  brought  up. 

\\v  realize  that  intermediate  roads  may  be  out  their  revenue  for 
indefinite  periods  account  of  audit  office  settlements  as  against  daily 
settlements  at  Junction  points. 

\\v  feel  that  this  can  be  overcome  by  a  drawing  arrangement 
against  the  terminal  road  for  a  fair  percentage  of  the  business  han- 
dled as  shown  by  passing  reports. 

The  fact  remains  that  all  the  roads  in  the  United  States  have 
through  billing  arrangements  with  some  of  their  connections.  If  this 
is  economy  and  good  railroading,  why  not  make  it  universal? 

Why  cannot  the  executives  break  down  these  barriers  raised  by 
the  tnriff  and  traffic  departments  which  the  audit  officers  claim  pre- 
vent the  system  of  general  through  billing  being  put  in  effect  on  all 
roads? 

The  committee  on  topics  reported,  June  23,  presenting  an 
outline  of  subjects  to  be  investigated  during  the  coming  year  and 
assigning  various  topics  to  local  committees  to  be  studied  and 
presented  at  the  next  annual  session.  The  topics  were  assigned 
as  follows: 

Freight  Claim  Prevention:  Chicago,  Prevention  of  Loss  of 
Kntire  Packages;  Cincinnati,  Ohio,  Affirmative  Check  of  L.  C.  L. 
.Meiehandise;  Kansas  City,  Mo.,  The  Necessity  for  Some  System  i 
Handling  L.  C.  L.  Freight  that  will  Enable  Supervisory  Forces  to 
Detect  and  Correct  Errors  Before  Cars  are  Forwarded:  New  i 
leans,  La.,  Concealed  Loss;  Richmond,  Va.,  Elimination  of  the 
Various  Bureaus;  DCS  Moines,  Iowa.  The  Bureau  as  an  Aid  to 
Freierht  Claim  Prevention:  Rochester,  N.  Y..  The  Advantages  of 
Blind  Tally  Check  for  Claim  Prevention  and  Efficiency  Operation; 
Omaha.  Neb..  Distinctive  Coloring  of  Way-bill  Blanks  for  Ship- 
pers' Order  Shipments;  St.  Paul,  Minn.,  Bonding,  Receiving  and 
Delivery  Clerks. 

Station  Settlements:  Lincoln,  Neb.,  Uniform  Method  of  Handling 
and  Accounting  for  Interline  Switching;  Peoria,  111.,  Collections 
and  Credits:  Fort  Worth,  Tex.,  Credits  and  the  Most  Efficient  and 
Safe  Method  of  Handling:  Baltimore,  Md.,  Forwarding  of  Way- 
bills Overhead  for  all  Merchandise  Cars  Excepting  Way  Freight; 
Pittsburgh,  Pa.,  Substitute  Card  Way-bill  for  Movement  of  Car 
from  Point  of  Shipment  to  Destination  in  Place  of  Revenue  Way- 
bill that  Now  Travels  with  Car;  Louisville,  Ky.,  Through  or  Inter- 
line Way-billing;  St.  Louis,  Mo..  Desirability  of  Through  Way- 
Station  Traffic:  Canton,  Ohio,  Question  of  Assessing  Charge 
tor  Intercepting  L.  C.  L.  Shipments  at  Points  of  Origin;  Cincinnati, 
Ohio,  Require  Shippers  to  Use  Standard  Size  Shipping  Orders  Cov- 
ering L.  C.  L.  Freight  and  Prohibit  the  Printing  of  Articles 

Operating:  Pittsburgh,  Pa.,  Weighing  Less  Carload  Freight; 
Peoria,  111.,  Illegible  Billing:  New  York  City,  N.  Y.,  Licensing  of 
Public  Carts  and  Other  Vehicles. 

General  Topics:  Lincoln,  Neb.,  Organization  of  Freight  Sta- 
tion Forces  Along  Educational  and  Efficiency  Lines  as  a  Means  of 
Promoting-  Closer  Co-operation  with  Officials  and  the  Public  for 
Betterment  of  the  Service  and  Prevention  of  Claims;  Joplln,  XI  n.. 
Relation  of  Freight  Station  to  Traffic  Department:  Joliet,  111., 
Warehouse  Supervision  and  Co-operation  of  Station  Forces;  Tri- 
Cities,  Standardizing  Freight  Cars  and  Application  of  the  Gradu- 
ated Minimum  Weight  Rule. 

Colonel  J.  C.  Gilmore,  agent  for  the  Pennsylvania  Railroad 
at  Philadelphia,  at  the  afternoon  session  was  elected  chairman. 
C.  M.  Teschemacher,  general  agent,  Chicago  &  Alton,  Chicago, 
was  elected  first  vice-chairman,  and  H.  W.  Maynard,  Jn,  agent. 
Central  Railroad  of  New  Jersey,  New  York  City,  second  vice- 
chairman. 

The  following  were  elected  members  of  the  new  committee 
of  direction:  L.  J.  Brinkman,  general  agent,  Michigan  Central 
and  New  York  Central,  Detroit;  E.  J.  Coffey,  agent.  Southern 
Railway,  St.  Louis;  C.  Treat  Spear,  agent,  Chicago  &  North- 
western Railway,  St.  Paul;  Frank  Laughlin,  agent,  Erie  Rail- 
road, Cleveland;  J.  R.  Hitchcock,  agent,  Chicago,  Burlington  & 


•  ".  iiK'-nt.   Pennsylvania   Rail- 

road,   IlHllltnoie       Holdover    member*    on     tlu-    rommiMee    wen- 
C.   K.   Fish,   terminal   agent,   llalflmoie   A    Ohio   Railroad.  ' 
natl,  former   rlmlrinan.   an. I    i;     I.    K'-mp,   general   at- 
Stock    Yard*   Agency.   Chicago. 

Following  arc  Hie  member*  of  tin-  new   •  on  nom 

millions:  <!.  It  Im.moll.  agent.  Wabanh  Railway.  Chicago; 
U  II.  llei-big.. agent,  c.  H  I  *  I'.  Kiinnas  city:  R.  P.  Small- 
horn,  .  ml  Trunk  Hailroail.  Mo;  \icar,  agent, 
D  A  Albany  Railroad,  Boston,  and  J.  A.  Ityron.  agent. 
Ft.  W.  &  D.  C..  Fort  Worth 

Other  standing  romminei  «  are  to  be  named  by  the  com- 
mittee of  direction  an  soon  as  possible.  The  matter  of  renoln- 
lions  was  also  left  to  the  discretion  of  this  committee,  the  nen«* 
of  the  meeting  being  that  they  should  conform  to  the  recom- 
mendations made  by  the  various  committees  at  the  earlier 
sessions. 


TELEPHONE  REVENUES 

The  Traffic   World   It'aihingtoH  f1*rra» 

In  the  three  months  ending  with  March,  1921,  the  large 
phone  companies  of  the  United  States  had  an  operating  Income  of 
124,876,468.  as  compared  with  $22.630,894  In  the  corresponding 
period  of  1920,  an  increase  of  $2.245,574.  or  9.9  per  cent,  according 
to  a  report  issued  by  the  Bureau  of  Statistics  of  the  Interstate 
Commerce  Commission. 

Operating  revenues  for  the  three  months'  period  totaled 
$128,811,299,  as  compared  with  $116,013,901  In  the  first  quarter  of 
1920,  an  increase  of  $12.797,398,  or  11  per  cent.  Operating  ex- 
penses totaled  $94,997.092.  as  against  $85.378,146  in  the  1920  per- 
iod, an  Increase  of  $9,618,946,  or  11.3  per  cent. 

For  the  month  of  March  the  operating  Income  totaled  $9.290,- 
502,  as  compared  with  $7,285,136  in  March,  1920,  an  Increase  of 
$2,005,366,  or  27.5  per  cent.  Operating  revenues  totaled  $44.324.- 
104.  as  compared  with  $39,878,035  in  March,  1920,  an  Increase 
of  $4,446,069,  or  11.1  per  cent.  Operating  expenses  totaled  $32,- 
069,432,  as  against  $29,923,119  in  March,  1920,  an  increase  of 
$2,146,313,  or  7.2  per  cent. 


RAILROAD  COST  FIGURES 

The  Traffic  World  Washington  Bunco 

The  Commission  has  issued  a  statement  showing  unit 
costs  of  freight  and  passenger  train  service  from  selected  ex- 
pense accounts  of  Class  1  roads  for  March  and  the  first  quarter 
of  1921.  The  statistics  cover  172  steam  roads,  not  including 
switching  and  terminal  companies. 

The  cost  of  englnemen  in  March,  1920,  per  freight  train  mile. 
was  27.1  cents,  while  in  March,  1921,  it  was  only  25.9  cents,  the 
statement  showed.  The  expense  due  to  wages  of  trainmen,  how- 
ever, increased  from  31.2  to  31.6  cents.  The  total  of  the  selected 
accounts  increased  from  $1.787  to  $1.974  per  freight  train  mile, 
and  the  cost  of  coal  increased  from  $3.45  to  $4.56  per  net  ton. 

The  cost  per  1,000  gross  ton  miles,  excluding  locomotive  and 
tender,  for  enginemen,  dropped  from  19.1  to  18.7  cents;  for  train- 
men, from  22.1  to  22.8  cents.  The  total  of  the  selected  accounts 
for  1,000  gross  ton  miles  increased  from  $1.263  to  $1.422.  The  net 
tons  of  coal  charged  to  the  movement  of  freight  decreased  from 
10,091,000  to  7,716,000. 

In  the  three  months  ended  with  March  the  cost  of  engine- 
men  per  freight  train  mile  decreased  from  27.7  cents  in  the 
first  quarter  of  1920  to  27.2  cents  in  1921.  The  cost  of  trainmen 
increased  from  31.6  to  32.5  cents.  The  cost  of  coal  per  net  ton 
increased  from  $3.58  to  $4.58.  The  total  of  the  selected  accounts 
increased  from  $1.859  to  $2.077  per  freight  train  mile. 

On  the  1,000  gross  ton-mile  basis  for  the  first  quarter  of  the 
year  there  was  a  decrease  in  cost  of  enginemen  from  20.3  to 
19.9  cents  in  1921,  and  an  increase  in  the  cost  of  trainmen  from 
23.1  to  23.8  cents.  The  total  of  selected  cost  accounts  Increased 
from  $1.361  to  $1.521.  The  net  tons  of  coal  charged  to  the  move- 
ment of  freight  in  the  first  quarter  decreased  from  29,906,000  In 
1920  to  24,661,000  in  1921. 

In  the  passenger  train  service  the  total  of  the  selected  cost 
accounts  for  March  increased  from  96.7  cents  In  March,  1920,  to 
$1.077  per  passenger  train  mile. 

In  the  first  quarter  of  1920  the  total  of  the  selected  cost  ac- 
counts per  passenger  train  mile  was  51.013,  -while  in  the  first 
quarter  of  1921  it  was  $1.128. 


C.,  T.  H.  &  S.  E.  NOTES  AND  BONOS 
The  Chicago,  Terre  Haute  &  Southeastern  has  been  author- 
ized to  pledge  all  or  any  part  of  $180,000  worth  of  Us  first  and 
refunding  mortgage  five  per  cent  gold  bonds  of  1960,  now  held 
In  Its  treasury  as  collateral  security  for  Its  $100.000  demand  note 
in  favor  of  the  First  National  Bank  of  Chicago.  The  note  on 
which  the  bank  now  demands  collateral  was  given  In  September. 
1920,  after  the  company's  working  capital  had  been  depleted  by 
the  extraordinary  payments  of  back  pay  to  its  employes  under 
the  Labor  Board's  award  in  July,  1920. 
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The  New  U.  S.  Shipping  Board 


Albert  D    Lasker,  the  new  chairman  of  the  U.  S.  Shipping 
Board.  ,eft  his  native  state  of  Texas  befo^h,  was  ^  years^old 

boy  and  stenographer  in 
the  Lord  &  Thomas  Ad- 
vertising Agency  of  Chi- 
cago. Today  he  is  the 
owner  of  that  agency. 
He  became  a  junior  part- 
ner in  the  firm  and  then 
took  charge  of  the  entire 
business  when  the  found- 
ers retired.  In  addition  to 
his  ownership  of  the  ad- 
vertising agency,  he  is  a 
part  owner  of  the  Mitchell 
Car  Company,  Quaker 
Oats,  Van  Camps  and  the 
Chicago  Cubs  baseball 
club.  In  the  last  three 
years  he  co-operated  with 
Will  H.  Hays,  now  Post- 
master-General, in  direct- 
ing Republican  organiza- 
tion work,  and  in  the 
Harding  campaign  he  had 
charge  of  advertising  and 
publicity.  He  is  credited 
with  having  originated 
many  of  the  1920  G.  O.  P. 
slogans,  including  "Let's 
be  done  with  wiggle  and  wobble."  He  was  an  ardent  supporter 
of  Senator  Hiram  Johnson  for  the  Republican  nomination  in 
1920  and  is  said  to  have  contributed  substantially  to  the  Johnson 
campaign  funds.  Mr.  Lasker  was  selected  as  chairman  of  the 
board  by  President  Harding  in  spite  of  the  fact  that  he  had 
no  experience  in  shipping.  The  President  prevailed  on  him  to 
take  the  chairmanship  after  efforts  to  get  James  A.  Farrell, 
president  of  the  United  States  Steel  Corporation,  or  Walter  C. 
Teagle,  president  of  the  Standard  Oil  Company  of  New  Jersey, 
to  accept  the  chairmanship  had  failed.  It  is  said  that  it  was 
through  Mr.  Lasker's  efforts  that  Mr.  Teagle  almost  "qualified" 
for  the  chairmanship,  the  latter  having  to  decline  the  place 
after  he  had  practically  decided  to  take  it.  Mr.  Lasker  is  a 
member  of  the  Jewish  National  Committee  and  takes  a  great 
interest  in  Judaism.  President  Harding  believes  that  because 
of  his  business  ability  the  new  chairman  will  straighten  out  the 
Shipping  Board  tangle  and  place  the  board's  affairs  on  a  sound 
business  footing. 

Commissioner  Geoorge  E.  Chamberlain,  Democrat,  of  Port- 
land, Ore.,  was  born  on  a  plantation  near  Natchez,  Miss.,  Janu- 
ary   1,    1854.     His    early 
education    was    obtained 
in  the  private  and  public 
schools    of   Natchez.      In 
1870  he  took  employment 
as   a   clerk  in   a   general 
merchandise    store    in 
Natchez     and     remained 
there    until    1872,    when 
he    went    to    Lexington, 
Va.,   to   attend   Washing- 
ton  and   Lee   University, 
from     which    he     gradu- 
ated in  the  academic  and 
law  departments  in  June, 
1876.      After    graduation 
he  spent  a  short  time  at 
his   home   and   then   left 
for    O  re  g  o  n,    arriving 
there   December   6,   1876. 
In  1877  he  taught  a  coun- 
try school  in  Linn  county, 
Oregon,  and  then  became 
deputy    clerk    of    that 
county.     In   1879    he   re- 
signed to  practice  law  at 
Albany,  Ore.     In  1880  he 
was  elected  to  the  state 
legislature,    and    in    1884 
trict   attorney   for   the   third  judicial   district,   serving   for   a 
term  of  two  years.    In  1891  he  was  appointed  attorney-general 
regon.     Later  he   served   as   district  attorney  at  Portland. 
2  he  was  a  candidate  for  governor  and  was  elected     He 
re-elected  in  1906.    He  was  elected  United  States  senator 
ary  19,   1909,  and   re-elected   November  3,  1914.     His  term 
expired  March  3,  1921.    Mr.  Chamberlain  came  into  prominence 
a»  a  member  of  the  Senate  during  the  war  because  of  his  criti- 


cism  that   the   Wilson   administration   was  not   conducting   war 
affairs  efficiently. 

Commissioner  Frederick  I.  Thompson,  Democrat,  publisher 
and  owner  of  the  Mobile  (Ala.)  Register  and  the  Mobile  News 
Item,  was  born  at  Aber- 
deen, Miss.,  42  years 
ago.  With  the  exception 
of  eight  years  in  New 
York,  where  he  was  a 
member  of  the  firm  of 
Smith  &  Thompson, 
newspaper  representa- 
tives, he  has  been  en- 
gaged in  newpaper  pub- 
lishing. In  addition  to 
his  Mobile  interests,  he 
is  vice-president  of  Town 
and  Country,  published  in 
New  York.  He  began 
newspaper  work  on  the 
Commercial  Appeal  of 
Memphis,  Tenn.  He  went 
to  Mobile  in  1909  and 
took  an  active  interest  in 
marine  problems,  giving 
support  to  the  movement 
which  resulted  in  the  es- 
tablishment of  the  Ala- 
bama State  Harbor  Com- 
mission. He  also  urged 
removal  of  discrimination 
against  the  port  of  Mo- 
bile and  sought  to  de- 
velop the  free  movement  of  commerce  through  Mobile  and  other 
Gulf  ports.  He  was  selected  as  a  member  of  the  Shipping  Board 
by  President  Wilson,  but  his  nomination,  along  with  the  other 
nominees,  was  not  confirmed  by  the  Senate.  After  March  4 
he  remained  in  Washington  as  a  trustee  of  the  Emergency  Fleet 
Corporation. 

Rear  Admiral  W.  S.  Benson  (retired)  was  nominated  as  a 
member  of  the  Shipping  Board  by  President  Wilson,  and  con- 
firmed by  the  United 
States  Senate  on  March 
13,  1920.  He  was  elected 
chairman  of  the  board 
for  the  unexpired  term 
of  John  Barton  Payne, 
who  resigned  to  assume 
the  office  of  Secretary  of 
Interior.  Rear  Admiral 
Benson  was  also  elected 
president  of  the  United 
States  Shipping  Board 
Emergency  Fleet  Corpo- 
ration. After  March  4, 
1921,  he  remained  in 
charge  of  the  Shipping 
Board  at  the  request  of 
President  Harding.  Born 
in  Bibb  county,  Georgia, 
Sept.  25,  1855,  Rear  Ad- 
miral Benson  was  ap- 
pointed a  cadet  midship- 
man to  the  naval  acad- 
emy from  the  fourth  dis- 
trict of  Georgia  Sept.  23, 
1872.  He  completed  the 
course  June  20,  1877.  On 
June  18,  1879,  he  was 
promoted  to  the  rank  of 

midshipman  and  served  on  the  U.  S.  S.  Constitution  for  two 
years.  He  was  appointed  an  ensign  July  27,  1881,  after  which 
his  promotions  came  in  the  following  order:  Lieutenant  (Jr.), 
1888;  lieutenant-commander,  1900;  commander,  1905;  captain, 
1909;  rear  admiral,  1915;  admiral  (chief  of  naval  operations), 
1916.  He  has  served  as  an  officer  on  numerous  ships,  having 
been  commanding  officer  of  several  of  the  first  class  dread- 
naughts,  and  at  one  time  chief  of  staff  of  the  Pacific  fleet.  He 
served  as  commandant  of  midshipment  at  the  naval  academy 
from  1907  to  1908  and  was  commandant  of  the  Philadelphia  navy 
yard  and  supervisor  of  the  third,  fourth  and  fifth  naval  districts 
from  August,  1913,  until  April,  1915,  on  which  date  he  was 
assigned  to  duty  as  chief  of  naval  operations,  and  was  commis- 
sioned with  the  rank  of  rear  admiral  from  March  11,  1916.  In 
the  latter  part  of  1917  he  was  assigned  to  temporary  duty  abroad 
in  London,  after  which  he  returned  to  the  United  States  and 
Oct.  15,  1918,  he  was  ordered  to  special  duty  at  Paris.  He  re- 
mained abroad  until  June  11,  1919. 
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Commissioner  Meyer 
Llssner  of  Los  Angeles 
was  born  at  San  Fran- 
cisco,-June  16,  1871.  He 
was  graduated  from  tno 

Los  Angeles  Law  School 
In  1899  and  since  that 
time  has  engaged  In  the 
practice  of  law.  He  was 
active  In  organizing  the 
reform  movement  In 
California  in  1910  and 
has  been  identified  with 
the  civic  affairs  of  the 
state.  He  was  president 
of  the  Good  Government 
Organization  in  1909  and 
was  chairman  of  the 
first  board  of  public  util- 
ities of  Los  Angeles  in 
the  same  year.  He 
served  as  editor  of  the 
California  Outlook  from 
1914  to  1918,  and  was  a 
member  of  the  Califor- 
nia Industrial  Accident 
Commission  from  1916  to 
1920.  He  had  the  sup- 
port of  the  California 

congressional  delegation  for  appointment  on  the  board  and  has 
been  identified  with  Senator  Johnson  in  politics. 


Commissioner  T.  V.  O'Connor  has  been  identified  through- 
out his  life  with  Great  Lakes  seamen  and  Atlantic  coast  long- 
shoremen. He  was  born 
in  Buffalo,  his  home,  52 
years  ago.  His  first  em- 
ployment was  on  a  tug 
in  the  Buffalo  harbor. 
After  reaching  the  rank 
of  captain  of  a  tug,  he 
was  elected  president  of 
the  Licensed  Tugmen's 
Protective  Association, 
and  from  that  time  on 
was  prominently  Identi- 
fied with  the  labor  move- 
ment. The  tugmen's  as- 
sociation is  affiliated  with 
the  International  Long- 
shoremen's Association 
and  Mr.  O'Connor  became 
a  member  of  the  execu- 
tive committee  of  the 
latter  association.  Later 
he  became  a  vice-presi- 
dent and  for  the  last 
twelve  years  has  held 
the  offiee  of  president  of 
the  Longshoremen's  As- 
sociation. He  was  ap- 
pointed a  member  of  the 
New  York  State  Indus- 
trial Commission  by  the  governor  of  New  York,  March  13,  1921, 
but  resigned  shortly  after  he  took  the  oath  of  office.  He  sub- 
mitted his  resignation  when  President  Harding  offered  him  a 
place  on  the  Shipping  Board.  When  the  cabinet  slate  was  being 
made  up,  he  was  frequently  mentioned  in  connection  with  the 
post  of  Secretary  of  Labor,  and  it  Is  understood  that  after  the 
selection  of  Secretary  Davis  the  position  of  first  assistant  Secre- 
tary of  Labor  was  offered  to  him. 


SHIPPING  BOARD  CHANGES 

The  Traffic  World  Washington  Bureau 

A  number  of  changes  in  department  heads  of  the  Shipping 
Board  probably  will  be  made  effective  in  the  near  future.  The 
board  began  a  survey  of  each  department  shortly  after  It  was 
organized.  One  of  the  most  important  positions  to  be  filled  Is 
that  of  director  of  operations  of  the  Emergency  Fleet  Corpora- 
tion. This  position  has  been  vacant  since  Capt.  Paul  Foley, 
U.  S.  N.,  resigned  several  months  ago  because  of  a  disagreement 
with  Admiral  Benson,  then  chairman  of  the  board.  Assistant 
Director  Keene  has  been  acting  director  and  will  serve  In  that 
capacity  until  a  director  Is  chosen.  The  board  is  looking  for  a 
capable  shipping  man  to  take  the  place. 

It  has  been  said  that  Alonzo  Tweedale,  controller,  and  R.  W. 
Boiling,  treasurer,  would  retire  from  those  positions  soon.  J.  J. 
Flaherty,  secretary,  and  R.  H.  Bailey,  assistant  to  the  chairman 
under  Admiral  Benson,  also  are  expected  to  be  replaced  by  others. 
Appointment  of  Elmer  Schlesslnger  of  Chicago  as  general 
counsel  of  the  Shipping  Board  was  announced  by  Chairman 


hanker  June  23.  K.  M  Hy*er.  who  ban  been  «*>n«-r«l  counsel,  will 
be  retained  M  Militant  fenrnil  ".HIM. -I  Mr.  gchlesslnger  I*  • 
in.  in  her  of  the  law  firm  of  Mayer,  Meyer,  Austrian  and  Plait  of 
Chicago. 

Mr.  Schlesslnger  xnld  th<>  affair*  of  (be  legal  department  of 
the  board  were  In  a  chaotic  condition  and  that  bin  first  itep 
would  be  to  get  the  bent  legal  talent  po*»lble  to  bandit-  tbe  suits 
and  claims  against  tho  board.  He  said  cane*  Involving  million* 
of  dollars  had  been  handled  by  attorney*  getting  17.500  a  year  or 
l.'ss  and  that  they  had  been  pitted  agalnat  the  ablest  lawyers  IB 
the  country.  He  nald  he  proposed  to  get  the  best  lawyers  be 
could  and  make  them  serve  for  low  salaries.  HP  plans  to  get 
the  legal  department  In  such  shape  that  be  can  return  to  private 
practice  later  on. 

Many  claims  are  pending  against  the  board  about  which 
there  Is  no  Information.  It  was  said.  One  claim  for  t2.000.000  JUKI 
came  In.  Mr.  Schlesslnger  Hald,  about  which  ti,..  legal  depart- 
ment or  the  board  knew  nothing.  There  are  approximately  500 
lawsuits  pending  against  the  board  Involving  claims  for  $50.000,- 
000;  1,700  admiralty  cases  Involving  a  similar  amount,  and  1,200 
claims  in  the  New  York  office  of  the  board  aggregating  $37.000,- 
000,  officials  said. 

Chairman  I^asker  left  for  New  York  June  23  to  take  up  tbe 
question  of  putting  In  a  thorough  accounting  system  In  the  New 
York  office  so  that  the  board  will  know  what  It  Is  doing  as  to 
the  operation  of  Its  ships.  An  Inventory  of  tbe  assets  of  tbe 
board  also  will  be  made.  While  In  New  York  tbe  chairman 
planned  to  get  an  expert  shipping  man  for  the  position  of  direc- 
tor of  operations. 

Regarding  reports  that  Mr.  Tweedale,  the  controller  of  tbe 
board,  would  leave  the  organization.  Mr.  Lasker  said  tbe  board 
did  not  desire  to  displace  the  controller,  adding  that  the  board 
regarded  Mr.  Tweedale  as  an  efficient  member  of  the  organization. 


Commissioner  Edward  C.  Plummer,  admiralty  lawyer  and 
former  newspaper  publisher,  of  Bath.  Me.,  was  born  in  Free- 
port,  Me.,  November  23, 
1863.  He  was  graduated 
from  Bowdoln  College  In 
1887  and  In  that  year 
began  as  a  reporter  on 
tbe  Bath  Dally  Times. 
In  1892  he  became  tbe 
proprietor  and  editor  of 
the  Bath  Independent. 
Mr.  Plummer  retired 
from  the  newspaper  busi- 
ness In  1898  and  served 
in  the  Navy  during  the 
Spanish  War.  Since  that 
time  he  has  made  a  spe- 
cialty of  admiralty  prac- 
tice. When  the  Atlantic 
Carriers'  Association  was 
organized,  he  became  the 
executive  official  of  that 
organization,  which  he 
has  represented  for  21 
years.  This  association 
is  composed  of  companies 
engaged  In  ocean  ship- 
ping from  the  Atlantic 
coast  ports  to  Soutb 
America.  Through  bis 
connection  with  the  as- 
sociation he  acquired  a  detailed  knowledge  of  the  shipping  busi- 
ness. He  has  taken  particular  interest  In  matters  relating  to 
competition  between  American  and  foreign  vessels  and  the  re- 
moval of  handicaps  to  American  shipping.  He  has  appeared 
frequently  before  congressional  committees  when  maritime 
questions  were  under  consideration.  He  was  endorsed  for  the 
commissionership  by  Governor  Baxter  and  Senators  Hale  and 
Femald  of  Maine,  and  the  Maine  congressional  delegation,  as 
well  as  by  boards  of  trade  and  chambers  of  commerce  along  the 
Atlantic  coast. 


MERCHANT  MARINE  POLICY 

The  Traffic  World  Wtshtmglan  Bmrrm 

Assurance  that  the  administration  would  be  back  of  them 
in  every  way  in  the  building  of  an  American  merchant  marine 
on  the  principle  of  private  operation  was  given  tbe  members 
of  the  new  Shipping  Board  by  President  Harding  at  a  conference 
held  the  afternoon  of  June  17  at  the  White  House.  Tbe  Presi- 
dent had  Just  concluded  his  conference  with  the  board  wben  be 
met  the  newspaper  representatives  at  the  semi-weekly  conference, 
and  he  introduced  the  members  to  the  newspapermen. 

One  of  the  suggestions  made  by  tbe  President  to  the  board 
was  that  a  survey  be  made  on  which  action  could  be  taken  in 
eliminating  tbe  operation  of  ships  which  have  been  running  at 
great  losses  to  tbe  board.  Another  pointer  was  that  the  board 
should  obtain  an  accurate  Inventory  of  the  property  based  on 
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present  values  so  that  it  could  go  to  Congress  with  the  facts  as 
faced  by  the  board. 

The  President  believes  the  vessels  owned  by  the  government 
should  be  turned  over  to  private  owners  as  rapidly  as  that  may 
be  done,  consistent  with  fair  sale  prices  to  the  government.  It 
was  further  indicated  that  the  board's  policy,  in  disposing  ot 
ships  will  be  to  endeavor  to  place  the  ships  where  the  conditions 
point  to  successful  operation  of  them.  The  development  of  the 
lesser  ports  of  the  United  States  will  be  considered  in  the  dis- 
posal of  ships  but  It  was  indicated  that  if  ships  are  sold  for  opera- 
tion out  of  a  given  port  the  people  of  that  port  must  co-operate  in 
the  creation  of  cargoes  for  the  ships  and  strong  steamship  com- 
panies. 

If  the  board  follows  the  President's  wishes,  it  will  begin 
operations  by  "clearing  the  decks  of  the  wreckage  of  war,"  and 
by  charging  off  the  enormous  war  cost  of  the  Shipping  Board 
property.  Officials  of  the  board  and  the  President  are  proceed- 
ing on  the  assumption  that,  though  the  Shipping  Board  fleet  cost 
in  the  neighborhood  of  three  and  one-half  billion  dollars,  its 
present  value  may  not  be  more  than  one-third  of  that  amount. 

That  the  world  has  been  passing  through  the  greatest  period 
of  depression  in  ocean  shipping  on  record  is  a  fact  which  the 
new  board  and  the  President  emphasize  in  approaching  the  prob- 
lem of  putting  the  American  merchant  marine  on  a  sound  foun- 
dation. It  is  evident,  in  the  opinion  of  the  officials  of  the  admin- 
istration, that  the  ships  under  the  Stars  and  Stripes  can  not  be 
operated  in  all  the  ship  lanes  of  the  seas,  under  existing  condi- 
tions and  that  steps  must  be  taken  to  cut  out  losses  wherever 
possible. 

Liquidation  of  the  board's  fleet  may  require  several  years,  it 
was  sail,  and  emphasis  also  was  placed  on  the  pont  that  the 
public  and  Congress  must  exhibit  patience  toward  the  board 
while  it  is  endeavoring  to  establish  the  merchant  marine  on  the 
basis  of  private  operation. 

At  the  first  meeting  of  the  board  with  all  members  pres- 
ent Commissioner  O'Connor  was  elected  vice-chairman.  Chair- 
man Lasker  announced  the  vice-chairman  would  have  direct 
charge  of  matters  affecting  the  marine  employes  on  the  board's 
ships. 

TRANSPORTATION  IN  MEXICO 

Editor  The  Traffic  World: 

Referring  to  article  in  The  Traffic  World  of  May  28,  page 
1168,  "Mexican  Transportation  Congestion": 

This  article  may  be  misleading  as  to  the  transportation  situa- 
tion on  Mexican  traffic.  The  International  &  Great  Northern 
Railway  has  no  congestion  at  Laredo  and  all  freight  destined  to 
Mexico  is  moving  to  Laredo  without  any  interruption;  also  the 
transportation  conditions  in  Mexico  proper  have  improved  ma- 
terially in  the  last  thirty  days. 

As  the  subject  matter  of  the  article  referred  to  is  old  stuff 
resulting  from  labor  troubles  in  Mexico  in  February,  the  article 
may  be  misleading  to  the  public  as  to  present  conditions. 

H.  H.  Taylor,  District  Freight  and  Passenger  Agent, 
International  &  Great  Northern  Railway. 

Chicago,  111.,  June  15,  1921. 


MEXICAN  RAILWAY  SITUATION 

In  a  report  on  the  railway  situation  in  Mexico,  made  to  the 
Department  of  Commerce,  Assistant  Trade  Commissioner  R.  M. 
Connell  said  that  on  June  1  President  Obregon  began  an  active 
supervision  of  the  railroads  by  the  appointment  of  a  personal 
representative  to  effect  the  necessary  changes  to  bring  about 
Increased  efficiency. 

"Trains  loaded  with  local  products  are  arriving  in  Tampico 
In  greater  number  than  at.  any  other  port,"  he  said.    "The  presi- 
dent's representative  has  therefore  placed  an  embargo  on  freight 
shipments  to  Tampico  and  has  taken  steps  to  use  the  locomotives 
nly  for  moving  cars  of  merchandise  from  the  port  to  the  interior 
The  night  trains  from  Mexico  City  to  Vera  Cruz  have  been  sus- 
nded  so  that  the  locomotives  can  be  employed  in  moving  mer- 
chandise and  cars  from  that  port  to  the  capital.     Strict  orders 
have  been  issued  against  seizing  any  oil  tank  cars  belonging  to 
ividual  corporations,  and  this  fact  will  help  the  fuel  situation, 
the  new  locomotives  purchased  by  the  National  Railways 
gan  entering  the  country,  traflJc  on  the  northern  divisions  has 
i  materially  improved.    It  is  reported  that  in  one  week  more 
mn  a  thousand  cars  of  merchandise  were  moved  from  Tampico 
jnterrey,   Monclova  and   Nuevo   Laredo.      Up   to   the   present 
ocomotives  have  passed  over  the  Mexican  border,  and 
,      .£?.,         le  imPr°vements  effected  have  been  the  result  of 
s  addition  to  the  rolling  stock,  it  is  believed  that  with  the  entry 
number  of  over  a  hundred  locomotives,  the  railway 
ervice  will  be  greatly  improved." 


INFORMATION  ON    MEXICO 

Brennan  and  Leonard,  customs  brokers  and  clearing  house 

it  Laredo  Tex.,  have  published  for  free  circulation  among 

I  inrn^H11'  *,  pamPhlet  °n  Mexico  containing  useful  and 

.formation  for  American  shippers  to  Mexico     Follow- 


ing are  the  items  in  the  index:  Suggestions  to  Shippers;  What 
Brennan  &  Leonard  Service  Has  Accomplished;  Package  Car 
Service  Information;  Mexican  Classification  of  Freight  Rates; 
Transit  Insurance  Rates;  Transit  Insurance  Conditions;  Require- 
ments for  the  Importations  of  Explosixes  Into  Mexico;  Inter- 
change American  Cars  with  Mexican  Railway  Lines;  Shipping 
Instructions;  Model  Invoice;  Model  Packing  List;  Packing  List 
Instructions;  Model  Temporary  Exemption  Certificate;  Model 
Certificate  of  Exportation;  Model  Shipper's  Declaration;  Model 
Express  Receipts;  Model  Bill  of  Lading;  Model  Excise  Tax 
Form;  Model  Form  for  Refund  War  Tax;  U.  S.  Revenue  Law 
Governing  Exportation  of  Narcotic  Drugs;  Information  on  Intro- 
duction of  Household  Goods  Into  the  Republic  of  Mexico;  Table 
of  Kilograms  Reduced  to  Avoirdupois  Pounds;  Metric  System; 
Table  of  Metric  Equivalents;  Exports  from  Mexico;  Regulations 
of  U.  S.  Department  of  Agriculture;  Passport  Requirements; 
Mexico  Passenger  Rates;  Pullman  Rates  in  Mexico;  Passenger 
Rates  from  Laredo,  Tex.,  to  Points  in  U.  S.;  Customs  Regulations 
Affecting  Passenger  Travel;  General  Information. 

SHIPPING  BOARD  BUSINESS 

The  Traffic  World  Washington  Bureau 

Announcement  was  made  by  the  Shipping  Board,  June  20, 
that  President  Harding  would  appoint  a  board  of  three  mem- 
bers to  pass  on  approximately  $300,000,000  of  claims  against 
the  Shipping  Board  as  the  result  of  cancellation  of  war  con- 
tracts. The  object  will  be  to  obtain  a  disinterested  tribunal 
to  consider  the  representations  of  the  board  and  of  the  claimants 
and  award  in  each  case  a  sum  deemed  to  be  just.  These  claims 
have  been  pending  for  several  years  and  officials  said  the  longer 
settlement  was  deferred  the  larger  the  claims  would  grow.  Sev- 
eral of  the  claims  run  well  into  the  millions,  one  being  for 
$20,000,000  and  another  for  $13,000,000. 

A  recommendation  that  the  Shipping  Board  and  the 
Emergency  Fleet  Corporation  be  operated  separately  was  made 
to  the  board  by  Charles  R.  Piez,  former  Director-General  of  the 
Corporation.  Under  a  custom  followed  for  some  time,  the  mem- 
bers of  the  board  also  have  acted  as  trustees  of  the  Corporation. 
Mr.  Piez  believed  that  better  results  would  be  obtained  if  the 
actual  work  of  the  Corporation  were  under  the  direction  of  a 
separate  board  of  trustees  over  which  the  Shippiing  Boai-d  would 
have  supervision.  Questions  of  policy  are  being  taken  up  by 
ihe  new  board  and  advice  will  be  sought  from  "the  leading 
minds  in  the  shipping  world." 


WAGES  OF  MARINE  WORKERS 

The  Traffic  World  Washington  Bureau 

Expectations  of  officials  of  the  Shipping  Board  that  agree- 
ment would  be  reached  immediately  with  the  seamen,  cooks,  and 
oilers  on  the  same  basis  as  that  effected  with  the  marine  en- 
gineers and  radio  operators  were  not  realized  June  17  because 
the  representatives  of  the  unions  made  a  demand  for  application 
of  the  15  per  cent  wage  cut  and  the  working  rules  for  ten  months 
instead  of  to  December  31,  1921,  as  provided  in  the  agreement 
with  the  engineers.  The  board,  it  was  announced,  will  give  the 
other  marine  unions  the  same  terms  in  all  respects  as  given  the 
engineers  and  radio  operators.  If  the  seamen  and  the  other 
classes  of  marine  workers  wish  to  accept  on  that  basis  it  will 
be  agreeable  to  the  board  but  not  otherwise,  it  was  said.  The 
private  steamship  owners  advised  the  board  they  could  not  ac- 
cept the  terms  of  the  Shipping  Board  settlement  with  the  marine 
engineers. 


WHEAT,  VIA  CANAL  TO  EUROPE 

The  plan  to  ship  Canadian  prairie  wheat  to  Europe  via  the 
Panama  Canal  has  received  much  encouragement  from  the  atten- 
tion given  the  arrival  of  the  S.  S.  Buenos  Aires  with  3,000  tons 
of  wheat  from  Vancouver,  according  to  a  statement  in  the  Lon- 
don Times  Trade  Supplement. 

Some  experts  feared  that  the  rapid  change  from  the  tem- 
perature of  northern  latitudes  to  that  of  the  tropics  and  back 
again  would  prove  injurious  to  the  wheat.  The  success  of  the 
venture,  however,  has  been  sufficient  to  demonstrate  clearly  the 
feasibility  of  the  Vancouver-Panama  route  for  grain  as  far  as 
climatic  conditions  are  concerned,  says  The  Times. 

"There  is  at  Vancouver  a  government  elevator  with  a  ca- 
pacity of  1,250,000  bushels,  capable  of  handling  60,000  bushels  of 
grain  an  hour.  The  difficulty  of  the  railways  in  transporting 
the  grain  crop  eastward  in  the  short  time  between  harvest  and 
the  close  of  navigation  on  the  Great  Lakes  is  increasing  yearly, 
as  the  area  devoted  to  grain  crops  becomes  larger.  There- 
fore the  advantages  offered  by  the  western  route,  where  there 
is  ice-free  water  all  the  year  round,  are  especially  attractive." 


ATLANTIC   PORT   RAILWAY  STOCKS 

The  Atlantic  Port  Railway  Corporation,  in  Finance  Docket 
No.  1387,  has  been  authorized  to  issue  not  to  exceed  $50,000 
worth  of  capital  stock  to  provide  itself  with  working  capital. 
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FREIGHTS  AND  CHARTERS 

(Issued  by  tin.   r.  S.   Slil|i|i!nK    lii.iir.l) 
June  16 

It  is  reported  that  about  all  the  homeward  business  that  is 
being  done  la  by  the  old  passenger  line™,  which  am  bringing 
some  good-sized  cargoes  from  European,  especially  French,  IIOI-I.M. 
About  the  same  report  may  be  made  In  regard  to  export!    the 
liners  not  being  particular  as  to  whether  they  secure  full  can 
or  not,  while  exclusively  freight  carriers  have  great  troubl. 
picking  up  enough  merchandise  for  ballast. 

Cuban  sugar  Is  accumulating  at  Havana  and  storage  space  Is 
at  a  premium.  Charterers  have  failed  to  find  an  outlet  for  tin 
Cuban  stocks,  and  rates  from  Havana  to  New  York,  Boston  and 
Philadelphia  range  from  15c  to  17c  per  100  Ibs.  Carriers  are 
unable  to  get  more  than  $2  a  ton  for  coal  from  Hampton  Roads 
to  Havana,  and  with  return  cargo  of  sugar  they  see  no  profit  at 
i lie  rates  offering. 

In  spite  of  the  strike  conditions  which  held  up  many  vessels 
and  caused  a  temporary  tie-up  of  a  large  percentage  of  the  coast 
ITS  operating  in  and  out  of  Portland,  Ore.,  tonnage  entering  and 
tonnage  clearing  for  the  month  of  May  aggregated  more  than 
100,000  in  excess  of  the  tonnage  for  the  same  month  last  year, 
according  to  figures  compiled  by  the  Merchants'  Exchange. 

Imports  of  $12,871,601  and  exports  of  $9,625,425  were  han- 
dled at  San  Francisco  during  the  month  of  April,  according  to 
customs  figures. 

The  Portuguese  Government  Line  has  inaugurated  a  monthly 
service  between  Lisbon  and  Yokohama,  calling  at  Colombo,  Sin- 
gapore, Macao,  Hong  Kong,  Shanghai  and  Kobe.  Although  Macao 
is  a  Portguese  colony,  there  has  hitherto  been  no  regular  service 
from  Lisbon  to  that  place. 

Charters 

Str.  North  African  (Fr.)  3387  t.,  Atl.  Range  to  River  Plate,  coal, 
private  terms. 

Str.  Hangerland  (Nor.)  3578  t.,  Atl.  Range  to  Rotterdam  coal  $5; 
prompt. 

Str.  Marshal  Haig  (Br.)  2339  t.,  Atl.  Range  to  Atl.  Islands,  coal, 
$5.50. 

Str.  Ribera  (Br.)  2090  t.,  Sydney,  C.  B.,  to  U.  K.,  coal,  25  shillings; 
prompt. 

Str.  Eolo  (Span.)  2G23  t.,  Atl.  Range  to  W.  Italy,  coal,  $5.50; 
prompt. 

Str.  Marshal  Plumer  (Br.)  2936  t.,  Atl.  Range  to  Rio  Grande  do 
Sul,  coal,  $4.50;  June. 

Schr.   Freeman,  Phila.   to  Las  Palmas,   1500  t.   coal;  private  terms 

Str.  Erissos,  4400  t.,  10  per  cent,  San  Lorenzo  to  U.  K-Cont.,  55s, 
option,  Mediterranean.  3s  6d  extra,  heavy  grain;  June  10-25. 

Str.  Daphne,  5000  t.,  10  per  cent,  San  Lorenzo  or  Bahia  Blanca  to 
U.  K.-Cont,  50s,  option,  Mediterranean,  3s  9d  extra;  Scandinavia,  2s 
6d;  Danzig,  5s,  heavy  grain,  oats.  5s  extra;  June  25- July  10. 

June   17 

A  considerable  quantity  of  steel  is  going  from  Mobile  via 
the  canal  to  ports  in  Japan  and  China,  while  lumber  and  some 
flour  are  passing  out  of  north  Pacific  ports  to  the  Far  East. 

Transcontinental  railroads  are  making  efforts  to  regain  the 
business  of  transporting  citrus  fruits  from  coast  to  coast.  Re- 
ductions of  22c  per  100  pounds  in  transcontinental  freight  rates 
on  oranges  and  16 V&c  on  lemons  have  been  promised  the  citrus 
fruit  shippers,  by  some  of  the  railroads,  by  November  1,  provid- 
ing they  abandon  plans  for  further  development  of  water  trans- 
portation facilities. 

The  growers  of  the  Imperial  Valley  cotton  expect  to  find 
market  for  a  greater  part  of  their  product  in  the  Oriental  coun- 
tries and  have  already  booked  a  fairly  good  volume  of  business 
as  soon  as  the  crop  matures.  This  year's  crop  gives  promise 
of  being  a  large  one,  and  is  expected  to  become  a  prolific  cargo 
source  in  the  Oriental  service  out  of  Los  Angeles. 

The  strike  is  said  to  have  had  little  detrimental  effect  upon 
shipping  on  the  west  coast.  According  to  reports  received,  ships 
are  leaving  on  schedule  for  the  Far  East,  and  with  full  cargoes. 

Charters 

Str.  Winona  County,  a  Gulf  port  to  Antwerp  or  Rotterdam,  30,000 
quarters  grain,  30c  if  one  port,  31c  if  two  ports;  prompt. 

Str.  Igotz  Mendi  (Span),  a  Gulf  port  to  West  Italy,  coal,  7s  9d; 
June  25. 

Str.  Mombassa  (Br),  2,784  tons,  8  mos.  transatlantic  trade,  about  6s 
l]/£d;  prompt. 

Str.  Grelarlie  (Br),  2,252  tons,  one  round  voyage,  7s,  delivery  U.  K., 

prompt. 

Str.  Oregon  Maru  (Jap),  4,263  tons,  Atl.  range  to  U.  K.,  French 
Atl.,  Antwerp  or  Rotterdam,  coal,  private  terms;  prompt. 

Str.  Buchanness  (Br),  2',804  tons,  Atl.  range  to  U.  K.,  coal,  $6; 
option  of  Charleston.  S.  C.,  loading,  $6.251;  prompt. 

Str.  Panama  Transport  (Br.),  2,915  tons,  Atl.  range  to  Rotterdam, 
coal.  20s  6d;  June  20. 

Str.  Lake  Licoco,  1,418  tons,  Port  Tampa  to  N.  Y.,  phosphate  rock, 
private  terms. 

Str.  Breynton,  6,400  tons,  10  per  cent.  San  Lorenzo  to  U.  K.  or 
Cont.  (Bordeaux-Hamburg  range),  57s  6d;  first  half  June. 

June  18 

Heavy  grain  constitutes  a  major  part  of  American  exports 
at  present.  From  the  Gulf  and  Columbia  River  sections  ship- 
ments continue  heavy,  while  Canadian  ports  are  doing  a  fair 
business. 

June  already  indicates  that  it  will  be  the  equal  of  May  in 
total  exports  of  grain  from  Galveston  and  Texas  City.  It  is 


•  \peeted  that  rull>  III.MOO.OOO  bu»hel»  will  b*  moved  out  of  theee 
PHI  in  ibis  month. 

M  from  MI-   p.ieifi.  ,p<»  are  displaying  cone 

able  weaknesn.  owing  to  the  brink  nmipetlti,,  ,  foreign 

steamship  companies,  about  67  NhiMing*  twin*  the  ruling  price 
at  present,  although  a  Japanese  stearin  i  In  reported  to  nave  been 

•I  for  a  wheat  cargo  from  a  not  Hi  Pacific  port  to  the  United 
Kingdom  in-  continent  on  tin-  basis  of  M  shillings  6  pence,  the 
canceling  date  in-im;  June  25. 

Coni.Hsion«  offered  by  Hi.-  Canadian  I'arinc  Ha  II  road  on  grain 
shipments  from  the  Canadian  Northwest  to  Boston,  which  i 
rates  on  a  parity  with  thom-  from  Montreal,  promlsea  to  turn 
much  of  the  grain  exports  through  Boston,  although  It  l»  con- 
sidered doubtful  If  any  material  Immediate  advantage  may  be 
!•  n  unless  ocean  tonnage  available  at  Montreal  iihould  prove 
inadequate  to  meet  the  demand  for  m 

Grain  shipment*  out  of  Portland.  Me.  have  ceased  for  the 
time  being,  although  reports  are  heard  that  large  quantities  of 
wheat  are  coming  out  of  the  wheat  belt  destined  for  that  i 

The  readjustment  of  ocean  rates  on  the  Pacific  coast  to  meet 
the  recent  cut  in  transcontinental  tariffs  Is  being  held  In  »• 
ance  until  the  railroad  reduction  Is  effective,  and  the  steamship 
reductions,  particularly  for  eastbound  cargoes,  will  not  be  on 
as  large  a  scale  as  has  been  Intimated,  according  to  the  views  of 
well  informed  shipping  men. 

Charters 

Str.  Hohln  Hood,  Phllndclphla  to  Rio  Janeiro,  coal,  private  term*: 
Juno. 

Str.  Charlton  Hall,  Baltimore  and  Mobile  to  Seivnrd.  Alnnkn.  steel 
rails  and  general  cargo,  private  terms:  Jun. 

Sir.  HauRland  (Nor.),  Montreal  to  Hamburg-,  18.000  <|r».  (rain,  pri- 
vate terms;  June. 

Str.  North  Afrlcalne  (Fr.).  3.3X9  tons.  Chnrlcaton.  S.  C..  to  W.  tt»ly. 
coal,  $5.50,  option  of  I  .  .11.1,  Atlantic  ports,  $5.25. 

Str.  Knithwalte  (Br.).  1.S68  tons.  Atlantic  Range  to  Plate,  coal. 
$4.25. 

Motor    Mount    Whitney    (Nor),    1,988    tons.    Halifax,    N 
John,    N.    B.,    deals,    private    terms. 

Bark  Vicente  (Nor.).  1,601  tons.  Galveston  to  Scandinavian  port, 
oil,  coke,  private  terms. 

June  20 

Freight  forwarders  are  not  crowded  with  inquiries  for  space. 
and  outgoing  steamers  carry  small  cargoes.  The  most  interest- 
ing feature  in  ocean  commerce  at  present  is  the  rapidity  with 
which  export  commodity  rates  are  falling. 

Almost  daily  new  rates  are  promulgated  by  one  or  more  of 
the  various  conferences  which  essay  to  control  tariffs.  With  for- 
eign steamship  companies  wedging  their  way  into  the  various 
trade  routes  it  is  becoming  a  serious  problem  with  American 
vessel  owners  as  to  what  the  ultimate  outcome  is  going  to  be. 
There  is  no  margin  of  profit  in  steel  to  China  and  Japan  at  $16 
a  ton,  or  $10  a  ton  to  Constantinople  for  the  same  commodity, 
or  even  $8  to  United  Kingdom  ports.  Scandinavian  owners,  how- 
ever, are  more  than  willing  to  accept  these  rates,  which  net 
them  a  fair  profit,  owing  to  their  low  cost  of  operation. 

Coal  carriers  appear  to  have  sprung  into  more  active  de- 
mand than  during  the  first  part  of  last  week,  and  a  number  of 
charters  have  been  effected  to  the  United  Kingdom  and  Conti- 
nental ports  at  about  the  same  rates  as  have  ruled  for  several 
days.  Among  these,  however,  there  have  been  few.  If  any, 
American  boats  mentioned,  which  perhaps  may  be  accounted  for 
by  the  fact  that  foreigners  are  the  .only  ones  in  position  to  sup- 
ply spot  tonnage. 

The  United  Kingdom-River  Plate  section  is  inclined  to  go 
easier,  and  tonnage  is  reported  to  be  offering  more  freely,  espe- 
cially for  July  and  onward. 

Shipments  of  foodstuffs  from  the  Pacific  coast  to  Hamburg 
have  been  heavy  in  recent  months. 

Eastbound  intercoastal  business  is  reported  to  be  on  the 
increase,  and  operators  who  formerly  were  forced  to  depend  upon 
lumber  for  their  main  subsistence  are  said  to  be  turning  their 
attention  to  more  remunerative  cargoes. 

Charters 

Str.  Blossom  Heath  (Br.),  3.798  tons.  Atlantic  Range  to  W.  Italy. 
coal,  $6. 

Str.   Osidijk    (Du.),   1,871  tons,   Atlantic  Range  to  Plate,   coal.   $4.50: 

Str.   Glen  White.   3.349  tons.  Va.   to  V.   K.,   coal.  $8.   free  discharge. 

Strs.  Lingfleld  (Br.).  2,614  tons,  and  Rose  Castle  (Br.).  4.354  ton«. 
Sydney.  Cape  Breton  to  U.  K..  coal,  former  vessel  30»,  latter  ft. 

Str.  Yselhaven  (Uu.).  Montreal  to  Antwerp-Hamburg  range,  20,000 
qrs.  grain,  27%c  per  100  Ibs..  July  5. 

Strs.  Maru  (Jap.).  30.000  qrs.  grain,  and  Maru  <Jap.).  a 

Gulf  port  to  Antwerp-Hamburg  range,  40.000  qr».  grain.  JTtyc  per 
100  Ibs.;  July. 

Str.  Gardenia  (Br.),  1.S99  tons.  Atlantic  range  to  Rotterdam,  coal. 
$5  60'  June. 

Str.  Gudrun  Maergk  (Dan.).  3,615  tons,  Atlantic  range  to  Copen- 
hagen, coal,  $6;  June. 

June  21 

Instead  of  a  settlement  of  the  British  miners'  strike,  as  wan 
expected  last  week,  conditions  In  Europe  have  taken  a  turn  for 
the  worse.  A  movement  is  now  pending  which  threatens  » 
general  strike  and  a  tying  up  of  other  great  interests. 

Coal  exports  eased  off  considerably  last  week  as  a  result  of 
the  prospect  of  an  amicable  adjustment  of  labor  troubles  on  the 
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other  side  and  charters  were  effected  during  the  latter  part  of 
the  week  at  rates  below  the  market.  How  soon  if  at  all,  the 
action  of  the  British  miner?  will  be  felt  in  the  American  export 
coal  market  Is  problematical,  but  coal  dealers  look  for  a  revival 
of  Interest  in  this  trade. 

In  order  to  flnd  business  for  surplus  tonnage  on  this  coast, 
the  Munson  Line  has  diverted  three  of  its  steamers  to  the  car- 
rying of  Government  coal  to  the  Pacific  Coast.  For  the  return 
trip  the  vessels  have  been  chartered  for  full  cargoes  of  lumber. 

Flour  exports  in  May  from  Puget  Sound  were  39,595  barrels, 
of  which  Europe  was  the  largest  buyer  with  20,896  barrels,  China 
with  10,000  barrels,  and  Japan  with  5,989  barrels.  Wheat  exports 
were  79,276  bushels,  all  of  which  went  to  Japan. 

Following   are    the   prevailing    general    cargo    rates    to   the 
principal  ports  in  foreign  countries: 
I  nit..l    Kingdom    ...........  $16.80       Rotterdam     .................  $16.00 

Fr.    Atlantic    ...............  16.00      Hamburg     ..................   18.00 

Marseilles     ..................   22.00       Genoa    ......................   ?f.OO 

Cape    Town     ...............   23.00       Havana     ....................   18.00 

La    Plata    ...............  22.50       Sydney     ....................  25.00 

,,,,.,;  ..23.00       Rio    de    Janeiro  .............   21.50 

Buenos   Aires    ..............   19.00       Alexandria 

Constantinople     .............   22.00       Algiers 

Danzig     .....................  2.0.00       Trieste 

Below  are  current  rates  on  commodities  to  the  most  im- 
portant European  ports.  Rates  quoted  except  for  grain  per  100 
pounds  : 

To—  Heavy  Grain       Provisions        Cotton.  H.  D.        Flour.  Sack 

London    .........     5s  75c  32%c  26c 

Liverpool    .......     5s  75c  32%c  26c 

Bristol    ..........     5s  75c  32MsC  2Gc 

Hull     ............     5s  75c  32%c  26c 

Newcastle     ......     5s  75c  .....  26c 

Danzig     .........  34s  75c  .....  39c 

Manchester    .....     5s  75c  32%c  26c 

Bordeaux    .......  20c  40c  45c  26MsC 

Amsterdam     .....   21  %c  50c  45c  2GMiC 

Rotterdam     .....  21  He  50c  45c  iliVic 

Copenhagen     ____  25c  50c  12%c  30c 

Piraeus     .........  26c  80c  $1.00  31c 

Hamburg    .......  24c  55c  50c  29c 

Charters 

Str.  Jacob  Christensen  (Br.)  2,172  tons.  Hampton  Roads  to  Riga 
and  Reval.  with  coal.  $6.75.  option  Petrograd  $7.25,  free  discharge, 
June  loading. 

Str.  Nervier  (Br.)  3,825  tons.  All.  range  to  Havre,  coal,  $5.75; 
prompt. 

Str.  Cymric  Queen  (Br.  )  2,421  tons,  Atl.  range  to  Petrograd,  coal, 
$8:  prompt. 

Str.  Glltterend  (Nor.)  2,127  tons,  Galveston  to  Buenos  Aires,  sul- 
phur, $6;  June. 

Str.  Grain  (Nor.)  1,152  tons,  one  round  trip  to  W.  India  trade, 
$2.25;  June. 

June  22 

Only  regular  line  boats  are  operating  with  a  profit,  accord- 
ing to  old  shipping  men.  Freights  move  slowly,  with  the  ex- 
ception of  grain  and  coal,  although  the  carriers  for  American 
coal  have  not  been  as  vigorously  requested  as  was  expected 
because  of  the  failure  to  settle  the  British  miners'  strike. 

During  the  short  cessation  of  interest  in  the  freight  market 
last  week,  rates  assumed  a  weaker  position,  several  charters 
having  been  fixed  at  prices  below  those  formerly  prevailing. 
Yesterday  the  market  returned  to  its  former  position  and  rates 
assumed  a  firmer  basis. 

Sail  tonnage  is  being  given  some  attention  in  the  coastal 
coal  trade,  several  charters  having  been  effected  on  private 
terms. 

Grain  in  large  quantities  is  moving  out  of  Portland,  Ore., 
to  Europe,  the  price  ranging  from  56s  to  57s  a  quarter.  Heavy 
grain  from  Montreal  or  northern  range  to  the  United  Kingdom 
quotes  at  6s  to  6s  3d  per  quarter. 

Case  oil  from  New  York  to  the  Far  East  would  pay  30c 
per  case,  while  Gulf  timber  is  quite  steady  at  $19  per  thousand. 

A  wire  from  the  American  consul  at  Newcastle,  Australia, 
reported  twelve  American  vessels  in  port  on  June  13. 

Charters 

per  mont°rl°n'   3'?7?  *"   time  cnarter-   *2-50  Per  net  registered  ton 

Str.  West  Isleta,  Philadelphia  to  Pacific  Coast  ports,  general 
cargo;  Nawsco  Line;  prompt. 

general         0'6"''    Pnilade'Pnla    to    Reval    and    Scandinavian    ports 


Str.  Coqulna.  Philadelphia  to  Havana,  general  cargo:  July 
>r"i.R^na    ATran8P<"-t    (Br.),    27,000    qrs.    grain,    and    Landaas 

27  Urn*?  inn  ih"  8n8rrai?>  Montreal  to  Antwerp-Hamburg  range, 
''ttc  per  10  i  Ibs..  Canadian  currency. 

(N°I«\-  ,.Montreal     to    two     Swedish     ports,     24,000 
rain,  32>*c  per  100  Ibs.,  Canadian  currency;  June. 
A.I      .,"•   Atnenlc    <Br.).    2,628    t.,    and    Bousplein    (Du.)        2789    t 
Atlantic  range  to  Petrograd,  coal,  $7.50:  June. 

IB  60-  "junt6'  <Br')>    3>664    l"    Atlantic    ra"Se    to    Gibraltar,    coal, 

Br>'  M46  '"  Atlantlc  range  to  U    K-  coa1' 
..  Larrlnasa   (Br->'  Atlantic  range  to   W.  Italy, 

roal.S$6;JJUunnKe*hOVed  (Dan')-  2'462  l-  Atlantic  range  to  Copenhagen, 
prlvat'e'  turns'  Ijulhawa>r'  4'678  l-  L's°°n  to  Philadelphia,  cork, 
options;  <ji^d31?'c3anc°e,itnKS8n  ^^"^  tO  U'  K"  °r  C°nt"  51s'  wlth 
52,  V''  Per  Cent>  Sa"  L°renZO  l°  U'  K'  or  Cont" 


LOSS  AND  DAMAGE  CLAIMS 

(Thirteenth  of  a  series  of  articles   written   for  the  Traffic  World  by 
C.    H.   Dietrich) 

In  a  previous  article  reference  was  made  to  the  importance 
of  the  Freight  Claim  Association,  now  organized  as  Division  7, 
Freight  Claims  of  the  American  Railway  Association,  in  the 
handling  of  freight  claims,  both  as  between  claimant  and  car- 
rier, and  in  the  apportionment  of  claims  paid  between  the  in- 
terested lines. 

This  division,  in  1920,  had  a  membership  of  508  freight 
claim  officers,  representing  approximately  216,000  miles  of  rail- 
way lines  in  North  America  (the  water-line  mileage  not  being 
included),  which  includes  practically  every  rail  line  of  impor- 
tance in  that  territory.  Its  rules  and  rulings  are  mandatory  and 
through  its  influence  and  activities  there  has  been  wrought  an 
improvement  in  the  handling  of  freight  claims,  both  with  re- 
spect to  their  payment,  and  especially  with  respect  to  the  appor- 
tionment of  amounts  paid  between  interested  lines.  This  could 
not  possibly  have  been  accomplished  through  any  other  channel, 
and  while  these  rules  and  regulations  are  somewhat  technical 
in  the  phraseology  and  application,  they  are,  after  all,  quite 
simple  when  closely  analyzed,  and,  as  stated  before,  are  based 
on  the  principle  of  fairness  and  likelihood  of  loss  or  damage 
having  occurred  with  the  lines  penalized. 

This  organization,  since  its  inception,  has  been  uniformly 
officered  by  the  leading  freight  claim  agents  of  this  country  and 
Canada;  men  who  have  devoted  practically  their  entire  lives  to 
freight  claim  affairs;  and  its  growth  and  success  have  been 
largely  due  to  their  untiring  efforts,  together  with  the  policy 
adopted  in  the  beginning  and  continued  up  to  this  time  of  per- 
mitting an  equal  share  in  all  legislation  to  any  member  line, 
whether  it  be  great  or  small.  In  order  that  a  few  of  the  freight 
claim  rules,  under  which  all  claims  are  investigated  and  appor- 
tioned, may  be  better  understood  by  the  readers  of  these  arti- 
cles, but  who  are  not  connected  directly  with  freight  claim  work 
but  who  are,  nevertheless,  considerably  interested  in  them,  I  will 
quote  some  of  the  more  important  rules  and  undertake  to  ex- 
plain their  application: 

Presentation  of  Claims 

Rule  9.  Before  investigating  and  settling  any  claim  (for  the 
purpose  of  establishing  its  validity  and  the  amount  of  liability  to 
the  claimant)  the  carrier  to  which  claim  is  presented  shall,  except 
as  may  be  otherwise  provided  in  the  rules,  support  the  claim  with 
the  documents  provided  for  in  the  Freight  Claim  Division  standard 
form  for  the  presentation  of  claims. 

Rule  10.  Original  over,  excess,  short  or  damage  reports  or  copies 
thereof;  investigation  papers  in  connection  therewith;  and,  in  general, 
all  other  particulars  obtainable  in  proof  of  loss,  damage  or  over- 
charge claimed  shall  also  be  attached. 

Rule  11.  The  absence  of  the  documents  required  by  rule  9  shall  be 
explained  on  a  memorandum  to  be  attached  to  the  file  of  papers 
pertaining  to  the  claim  under  consideration;  and,  further  when  the 
original  paid  freight  bill  or  bill  of  lading,  if  required,  does  not  ac- 
company af9rsaid  papers  the  carrier  investigating  and  paying  the 
claim  shall  indemnify  other  carriers  against  loss  due  to  payment  of 
duplicate  claim  supported  by  such  original  documents. 

The  reading  of  these  three  rules  will  undoubtedly  explain 
to  many  claimants  the  reason  for  claim  offices,  to  which  they 
may  have  presented  claims,  being  so  insistent  upon  such  claims 
being  properly  supported  by  the  necessary  documents;  for,  in 
addition  to  the  claim  office  desiring  these  documents  to  justify 
the  payment  having  been  made,  they  are  unable  to  prorate  the 
claim,  if  it  is  an  interline  item,  between  the  interested  carriers 
unless  the  proper  documents  are  attached  to  the  papers,  as 
provided  for  in  these  rules.  In  the  absence  of  any  material  docu- 
ment, in  lieu  of  which  the  settling  carrier  accepts  a  bond  of 
indemnity  from  the  claimant,  they  in  turn  are  obligated  to  in- 
demnify all  interested  carriers  in  the  event  of  duplicate  payment 
being  made  by  any  other  line  on  a  claim  supported  by  the  origi- 
nal documents. 

In  this  connection  I  believe  it  is  proper  to  state,  even  though 
I  may  be  repeating  a  statement  made  in  a  previous  article,  that 
in  the  preparation  of  a  claim  for  loss  or  damage  against  a 
railroad,  too  much  care  cannot  be  given  to  see  that,  first,  the 
necessary  supporting  documents  are  all  attached  or  a  bond  of 
indemnity  furnished  in  lieu  of  any  such  missing;  second,  that 
claim  bill  is  made  up  in  a  clear  and  concise  manner  on  the 
proper  basis,  supported,  where  necessary,  by  invoices  or  other 
proof  of  value,  and  third,  that,  where  damage  is  a  factor,  a  clear 
description  of  the  damage  is  given,  together  with  an  explanation 
of  how  the  amount  is  arrived  at.  This  last  item  is  of  greater 
consequence  than  would  appear  to  the  average  person  and  a 
short  letter  of  explanation  attached  to  a  claim,  written  by  some- 
one perfectly  familiar  with  the  facts,  will  oftentimes  make  it 
clear  to  the  claim  investigator  handling  it  and  save,  in  many 
cases,  a  long-drawn-out  and  entirely  unnecessary  line  of  cor- 
respondence. 

Statistics  gathered  from  a  large  number  of  freight  claim 
offices  develop  the  fact  that  from  30  per  cent  to  45  per  cent  of 
all  loss  and  damage  claims  received  ate  adjusted  without  any 
further  correspondence.  In  making  an  analysis  of  such  claims 
filed  in  my  own  office,  I  flnd  that  all  such  claims  have  been 
properly  prepared  by  the  claimant.  From  my  further  observa- 
tion of  the  65  to  70  per  cent  remaining,  on  which  it  is  necessary 
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In  devrlop  additional  information,  It  Is  certain  that  a  largo  per- 
Mntage  could  also  have  been  paid  upon  presentation,  had  the 
claimant  understood  what  was  necessary  to  properly  support 
his  claim  and  furnished  it  accordingly. 

Investigation  and  Settlement  of  Claims 

linlc  20.  Claim  for  loss,  damage  or  overcharge,  after  prem -11(11- 
by  the  claimant,  shnll  ho  Investigated  and  adjusted  on  Its  merit* 
HIM!  in  conformity  with  It-mil  liability  by  tin-  earrler  to  which  pre- 
sented; provided,  when  the  claim  is  due  to  fire,  flood,  wreck,  act 
of  Providence,  act  of  public  enemy,  net  of  public  authority,  act  of 
shippers  or  Inherent  nature  of  goods,  disaster  on  land  or  water  or 

ine  loss  or  damage,  papers  shall  be  submitted,  by  tho  carrier  to 
whifh  presented,  to  the  freight  claim  officer  of  the  rurrli-r  with 
\\IIM-II  the  loss  or  damage  occurred,  for  consideration  :nnl  <!•  <  iMion. 

Hull-   21.     Carrier   with   which   loss,   damage   or  ovm  hmxe   Is   lo- 

'I.  but  to  which  claim  is  not  presented  by  claimant,  may  pay 
el.iimant  direct,  so  notifying  carrier  to  which  claimant  presented 
claim. 

In  connection  with  these  two  rules,  there  have  been  many 
efforts  made  to  limit  the  presentation  of  claims  to  either  the  blll- 
of-lading  or  the  destination  carrier.  It  has  been  recognized, 
however,  as  manifestly  impracticable  for  the  carrier  to  attempt 
to  limit  a  claimant  to  whichever  interested  line  may  best  suit 
his  convenience,  and  while,  generally  speaking,  the  destination 
or  delivering  carrier  is  best  situated  to  handle  a  claim  for  dam- 
age, the  reverse  is  true  of  a  claim  for  loss,  as  the  bill-of-lading 
cairier,  having  originated  the  shipment  and  waybllled  it,  is  per- 
haps best  situated.  It  is  also  recognized  that  a  claimant  situ- 
ated in  Florida  cannot  reasonably  be  expected  to  present  his 
claim  for  loss  to  the  bill-of-lading  carrier  on  a  shipment  origi- 
nating in  some  northwestern  state.  Therefore,  while  circum- 
stances are  bound  to  govern  largely  in  connection  with  the  pres- 
entation of  a  loss  or  damage  claim,  it  will,  I  believe,  be  found 
more  practical  and  better  results  will  be  obtained  if  the  claim 
for  damage  can  conveniently  be  presented  to  the  destination 
carrier  and  claims  for  loss  to  the  bill-of-lading  line.  Likewise, 
claims  for  destruction  of  property  by  fire,  wreck  or  other  disaster 
should  be  presented  to  the  line  on  whose  rails  the  accident  oc- 
curred, if  such  information  is  in  the  hands  of  claimant  at  the 
time  the  claim  is  filed.  Ordinarily  a  line  having  an  accident 
that  results  in  damage  or  destruction  to  freight  will  notify  the 
shipper  and  the  consignee,  and  where  such  notice  is  received 
claims  may  safely  be  filed  direct  against  the  carrier  giving  notice. 
Considerable  delay  will  thereby  be  avoided,  as  it  is  provided 
in  these  rules  that  the  line  receiving  such  a  claim  will  forward 
it  to  the  line  destroying  the  freight. 

Acknowledgment  of  Claim   Papers  when   Passed   Between 
Carriers 

Rule  40  When  a  claim,  except  arbitrary  debit  under  rule  255,  is 
received  the  first  time  from  another  carrier,  it  shall  at  once  be 
acknowledged  to  carrier  from  which  received,  and  such  acknow- 
ledgment shall  quote  both  carriers'  claim  numbers.  Carriers  shall 
quote  each  other's  claim  numbers  In  all  claim  correpondence,  mail 
or  wire. 

While  this  rule  provides  only  for  the  acknowledgment  be- 
tween carriers  on  claim  files  interchanged,  it  is  an  invariable 
rule,  I  believe,  for  all  lines  to  likewise  acknowledge  receipt  of 
claim  files  from  claimants,  quoting  claimant's  number  and  car- 
rier's corresponding  number.  This  is  a  small  detail,  perhaps, 
but  rather  an  important  one,  particularly  where  it  becomes 
necessary  for  a  claimant  to  make  inquiry  regarding  unpaid  items. 
If  anyone  reading  this  rule  finds  upon  referring  to  their  claim 
record  that  their  ascknowledgment  from  freight  claim  offices 
are  not  being  received,  quoting  claim  numbers,  etc.,  I  would  sug- 
gest their  taking  up  with  the  claim  officer  interested,  calling  his 
attention  to  such  failure.  It  should  be  understood  that  the 
placing  in  the  claimant's  hands  of  an  acknowledgment  card 
carrying  carrier's  claim  number  is  a  considerable  convenience 
to  the  claim  office,  in  that  it  expedites  the  handling  of  tracer 
correspondence  to  a  considerable  degree  where  claim  numbers 
are  quoted,  and  to  indicate  just  how  important  the  quoting  ( 
a  claim  number  when  tracing  for  settlement  is,  I  find  that  in 
my  own  office  it  is  possiible  to  make  a  reply  at  least  three  days 
sooner  to  a  tracer  carrying  a  claim  number  than  to  one  that 
does  not  carry  the  number  and  which  necessitates  going  througl 
the  routine  of  locating  the  number  in  this  office  from  the  i 
cards.  Furthermore,  where  claimant's  files  are  complete,  inclu 
ing  carrier's  claim  number,  it  is  an  easy  matter  to  check  the 
payments  against  the  records  without  danger  of  a  mix-up,  par 
ticularly  where  there  are  a  number  of  claims  open  for  the  sami 
amount. 

Inspection   of  equipment 

Rule    64      (a)    Car    shall    be    inspected   by   carrier    furnishing   the 
equipment    before    each    loading    and    if   necessary     Properly   «gS*g! 
and. placed   in   good   condition,   so  that  loss   of  or  .damaKe..tonrfr®!5^ 
may  not  result  from   defect  In   car,   filth,   waste,   oil.   Krease   or 
substance   or   from   anything   liable   to   cause    loss   of   °f   damaBe    to 
freight:  such   Inspection   to  be  governed  by  the  kind  of  freight  to  be 
loaded  and  the  probability  of  loss  or  damage.     Loss  W  *una|JT»- 
sulting  from  failure  to  Inspect,  clean  and  repair  cars  shall  be  charge 
to    carrier    at    fault.      Carrier    furnishing    the    equipment    shnll I    ken 
a  permanent   record   showing   name   of  party  making   i fh«   '"'D^.!""' 
condition  of  oar  nnd  extent  of  Inspection  at  time  of  loaOUHE- 
however,    the    undisputed    physical    facts    en    route    or    at    des 
differ  with  statement  that  cars  had  been  so  Inspected,  the  statement 
of    inspection    being    totally   at    variance    with    the    actual    facts,    t 

aCtTb)CIndoase  &"."  ofdlm'age  Is  alleged,  due  to  cause,  named  In 


paragraph  (•)  of  thin  nil*,  tormina!  <-arrl»r  ahall  huport   l».th   fright 
and    equipment    nn<l    »>ml|    k-  •  '>rd    (howlng    nam* 

i.r    i-nrty    ninklnir    ti  •  t,«    \<>,,    or    damage 

•    ..r  th*  •'julpmonl 

•how Inn  -Iflrrtu    ar«    O»d.    O* 

InnK  "landing  and  apparently   prcmnt   v  >r   w««  la*t   loo<1»<1. 

i.r    i 

Failure  to  roin|il>  with  Ihi-  miulmm-nf*  nl  paragraph  Ib)  chilli 
j.N.ler  terminal  rnrrl.  i  llalili-  for  twi-nty-flvi-  IHT  n-nl  of  th«  amount 
paid,  In  addition  to  tin  proportion  of  the  balance  under  th«i  appropri- 
ate rule. 

I'rovlded.    that    tin-   ti-rniln.-il   rnrrlt-r  nhnll    not   be   penalised 
.pnniKiiiph    ibi   wh.-n    It    dlil    MM.    mul   i  o.il.l    not   reasonably   have   had 
knowledge  of  the  iilli-uc'l  loan  or  iliumm. 

iilt-d.    thnt    tin-    ii-rmliiul    ••nrr!<-r  ihall    not   N>    prnallxrd   <in<1»r 

i;nt|ih  (lit.  wlun  the  currier  furnliihlng  e<|tilpmrnt  In  llablo  imd«-r 
paragraph  do. 

I'i'ivldort,  that  paragraph  (b)  In  not  nppllrablr  to  rUlm*  promUht*- 
under  rule  IfiO.  nor  to  linn  performing  switching  *«rvlr«>  only. 

This  rule,  as  the  text  so  clearly  Indicate*.  In  Intended  to 
prevent  the  furnishing  of  cars  unfit  for  the  commodity  to  be 
loaded  and  provides  a  drastic  penalty  for  failure  to  otwerre  It. 
When  cars  are  plentiful  and  easily  secured,  the  observance  of 
this  rule  Is  ordinarily  followed  out,  and  It*  observance  un- 
doubtedly prevents  the  furnishing  and  loading  of  defective  equip- 
ment; but  when  business  is  heavy  and  there  Is  a  shortage  of 
equipment  there  is  invariably  a  tendency  on  the  part  of  many 
shippers  to  use  less  caution  than  ordinary  and  load  can  that 
should  not  be  used  for  commodities  likely  to  be  damaged  from  the 
elements  or  from  defects  In  the  equipment,  such  as  oily  floors. 
protruding  nuts,  nails,  etc.  While  under  this  rule  all  lines  are 
required  to  make  the  inspection  called  for  (having  In  mind  the 
commodity  to  be  loaded,  etc.),  the  shipper  can  greatly  assist  in 
carrying  out  the  spirit  of  this  rule  by  making  a  careful  re-fcispec- 
tion  before  starting  to  load  their  cars. 

It  would  not  seem  probable  that  any  shipper  of  freight  would 
deliberately  load  his  property  into  a  car  that,  from  ordinary 
observation,  was  wholly  unfit  to  protect  the  load  from  damage  In 
transit,  but  from  the  innumerable  cases  that  come  to  my  notice 
in  connection  with  claims  filed  for  damage  of  this  nature,  it  is 
evident  that  there  are  still  a  great  many  shippers  who  are  will- 
ing to  take  a  chance  of  this  kind  and  unfortunately  more  or  less 
damage  almost  invariably  occurs. 

The  defect  most  frequently  responsible  for  damage  to  freight 
on  account  of  defective  equipment  is  water  damage  due  to  leaky 
roof  cars,  and  next  to  this  cause  is  that  of  damage  accruing  from 
oil  or  grease  on  car  floors.  In  a  great  many  instances  neither  of 
these  defects  can  be  readily  noted.  Leaky  roofs,  particularly, 
are  often  difficult  to  detect  without  applying  an  actual  water  test 
and  this  is  inconvenient  to  make  without  special  facilities.  Like- 
wise an  oily  floor  car  is  not  easily  discovered  where  the  oil  has 
permeated  the  floor  and  will,  in  many  cases,  not  develop  until 
a  load  of  flour,  sugar,  or  similar  freight  has  been  loaded  therein, 
and  the  car  handled  with  doors  tightly  closed  for  some  little 
time.  The  peculiar  requirements  for  each  commodity,  however, 
are  ordinarily  best  known  to  the  shippers  themselves,  who  are 
naturally  more  familiar  with  their  own  product  than  the  car- 
rier's agent  can  possibly  be,  and  if  ordinary  precautions  are 
taken,  first,  in  the  selection  of  the  equipment,  and  second,  in  the 
stowing  of  the  load  in  the  car,  there  is  no  question  but  that  many 
substantial  claims  that  are  incurred  by  reason  of  defective  equip- 
ment being  furnished  can  be  avoided. 

One  typical  instance  of  damage  by  defective  equipment  Is 
that  of  newsprint  paper  shipped  in  rolls  running  from  400  to  800 
pounds  each.  This  commodity  is  ordinarily  stowed  with  the 
rolls  on  end,  and  the  damage  to  these  rolls  of  paper  by  coming 
In  contact  with  protruding  bolts  or  uneven  surfaces  of  the  In- 
terior car,  due  to  the  loading  shifting  in  transit,  has.  In  certain 
movements,  averaged  as  high  as  $35  to  $40  per  car,  in  addition 
to  which  these  damaged  rolls  cause  endless  Inconvenience  to 
consignees  in  handling  them  In  their  press  rooms  where  speed 
is  one  of  the  important  factors. 

Through  the  co-operation  of  the  print  paper  manufacturers, 
and  various  claim  prevention  activities  on  the  part  of  carriers 
and  their  representatives,  stowing  methods  have  been  devised 
with  the  result  that  on  the  same  movement  that  resulted  In 
claims  averaging  nearly  $40  per  car,  the  damage  has  been  re- 
duced to  the  nominal  amount  of  from  $2  to  $4  per  car.  Again, 
on  shipments  of  flour  in  sacks  a  number  of  mills  In  the  south- 
west devised  a  scheme  of  pyramidlcal  loading  whereby  the  load 
was  built  up  in  pyramid  shape  from  the  bottom  tier,  which  pre- 
vented any  of  the  sacks  coming  in  contact  with  the  sides  or  ends 
of  cars,  thereby  not  only  preventing  torn  sacks,  but  In  a  large 
measure  preventing  water  damage  as  well,  for  in  a  large  pro- 
portion of  leaky  roof  cars  the  water  coming  through  car  roof 
does  not  drip  directly  down,  but  instead  follows  the  slant  of  the 
car  roof,  the  sides  of  car.  Unless  the  bags  are  piled  directly 
against  the  sides  such  a  leak  does  not  result  in  any  serious 
damage. 

These  are  merely  examples  of  how  the  shipper  may  co-operate 
with  the  carrier  in  preventing  claims  of  this  nature  and  assist 
in  preventing  a  penalty  provided  by  this  rule  being  enforced 
against  the  terminal  carrier. 

Inquiries  from  our  DAILY  TRAFFIC  WORLD  sub- 
scribers are  answered  by  mail  or  wire  and  are  always 
treated  as  confidential. 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Dtoert.  taken  from  Reporter,  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR  INJURY  TO  GOODS 
that  Goods  Were  Damaged  While  in  Possession  of 
ioJ  SuWse^d   by  the  Carmack  Amend- 


The  proviso  In  the  Carmack  amendment  (U  S.  Comp.  St., 
pp  8604a,  8604aa)  that  it  should  not  deprive  any  holder  of  a  bill 
,f  'lading  of  any  remedy  or  right  of  action  which  he  has  under 
the  existing  law  reserves  the  right  to  the  common-law  action, 
and  is  not  limited  to  causes  of  action  being  when  the  amendment 
was  passed.  —  Ibid. 

DELAY    IN    TRANSPORTATION   AND    DELIVERY 
Liability  of  Carrier  for  Special   Damages: 

(Supreme  Court  of  North  Carolina.)  Where  defendant  rail- 
road  was  fully  notified  as  to  what  plaintiff  intended  to  do  with 
goods  shipped  him  when  they  arrived  at  destination,  such  com- 
munication  was  sufficient  to  put  the  railroad  °n  notice  : 


of 

the  terminal  carrier,  it  —  , 

aged  while  in  its  possession,  and  it  is  not  necessary  to  prove 
the  loss  or  damage  occurred  on  the  defendant's  line  or  while 
in  its  possession.— People's  Hardware  Co.  vs.  Raleigh  &  C.  R. 
Co.,  107  S.  E.  Rept.  146. 

The  South  Carolina  rule  that  loss  or  damage  to  goods  will 
be  presumed  to  have  occurred  while  with  the  terminal  carrier 
in  absence  of  proof  to  the  contrary,  has  not  been  superseded 
or  changed  as  to  goods  in  interstate  commerce  by  the  Carmack 
amendment  (U.  S.  Comp.  St.,  pp.  8604a,  8604aa)  and  federal  de- 
cisions thereunder.— Ibid. 
Liability  of  Carriers  for  Goods  in  Car  on  Private  Siding: 

(Supreme  Court  of  Pennsylvania.)  A  provision  in  the  bill 
of  lading  that  goods,  "when  received  from  or  delivered  on  pri- 
vate or  other  sidings,  «  *  «  shall  be  at  owner's  risk  until 
the  cars  are  attached  to,  and  after  they  are  detached  from, 
trains,"  is  valid  and  to  be  enforced  in  proper  cases.— Atlantic 
Refining  Co.  vs.  Pennsylvania  R.  Co.,  113  Atlantic  Rept.  570. 

Where  goods  had  been  loaded  in  a  railroad  car  on  the  ship- 
per's private  siding,  issuance  of  the  bill  of  lading  by  the  carrier 
for  immediate  shipment  constituted  a  delivery  of  the  goods  to 
the  carrier,  but  was  not  sufficient  to  make  the  car  part  of  a 
train  within  the  provision  of  the  bill  of  lading  imposing  liability 
only  after  the  car  had  been  attached  to  a  train. — Ibid. 

In  construing  a  provision  in  a  bill  of  lading  limiting  the 
carrier's  common-law  liability,  words  and  phrases  which  are 
susceptible  of  different  meanings  will  be  viewed  in  the  light 
most  favorable  to  the  shipper,  since  such  limitations  must  be 
unequivocal  and  unambiguous. — Ibid. 

Where  goods  loaded  in  car  on  shipper's  private  siding  were 
destroyed  by  fire  after  the  carrier  had  moved  it  by  its  switch 
engine  from  the  place  of  loading  to  another  switch  within  the 
shipper's  plant,  it  was  a  question  for  the  jury  whether  the  car 
had  been  attached  to  a  train  within  a  provision  of  the  bill  of 
lading  exempting  the  carrier  from  liability  until  such  goods  were 
so  attached,  the  definition  of  train  as  a  continuous  or  connected 
line  of  cars  on  a  railroad,  adopted  in  the  construction  of  other 
statutes,  being  of  little  assistance  in  construing  that  provision. — 
Ibid. 

In  an  action  for  goods  burned  in  a  railroad  car  on  the  ship- 
per's siding,  where  the  evidence  made  it  a  question  for  the  jury 
whether  the  car  had  previously  been  attached  to  a  train  which 
was  necessary  to  the  carrier's  liability,  an  instruction  that 
the  uncontradicted  evidence  showed  that  the  car  had  been  at- 
tached to  an  engine  coupled  with  cars  drawn  from  the  yard  of 
the  shipper  was  erroneous,  as  practically  removing  from  con- 
sideration by  the  jury  the  vital  question  as  to  whether  dominion 
of  the  car  had  been  assumed  by  the  railroad. — Ibid. 

Where  the  carrier  asserted  as  a  defense  that  the  loss  oc- 
curred by  reason  of  the  act  or  fault  of  the  shipper,  within  a 
provision  of  the  bill  of  lading  exempting  the  carrier  from  liability  ' 
for  such  loss,  the  burden  is  upon  the  carrier  to  show  that  the 
loss  was  within  the  exception. — Ibid. 
Liability  of  Terminal   Line  for  Loss  of  Package: 

(Supreme  Court,  Appellate  Division,  Fourth  Department.) 
In  an  action  for  furs  taken  from  an  express  package,  evidence 
that,  when  delivered  to  the  express  company,  the  furs  were  con- 
tained in  a  pasteboard  box,  securely  wrapped,  and  that,  when 
delivered,  there  was  a  hole  in  the  box  and  the  furs  were  gone, 
held  not  to  show  contributory  negligence  by  the  plaintiff  in  wrap- 
ping the  package. — Remington  vs.  Barrett,  188  N.  Y.  S.  174. 

Proof  that  the  shipper  delivered  a  package  in  good  condition 
to  the  Initial  carrier,  and  that  it  was  delivered  by  the  terminal 
carrier  in  a  damaged  condition,  with  the  contents  missing,  is 
sufficient,  in  the  absence  of  evidence  by  the  terminal  carrier,  to 
sustain  recovery  against  that  carrier,  since  there  is  a  presump- 
tion of  law  that  the  goods  were  in  the  same  state  when  received 
by  the  terminal  carrier  as  when  delivered  to  the  initial  carrier, 
and  the  burdi  n  Is  on  the  terminal  carrier  to  overcome  that  pre- 
sumption.— Ibid. 

The  Carmack  amendment  to  the  interstate  commerce  act 
3.  Comp.  st.,  pp.  8604a,  8604aa),  authorizing  recovery  against 
the  initial  carrier,  but  providing  that  it  should  not  deprive  any 
holder  of  a  bill  of  lading  of  any  remedy  under  the  existing  law, 
does  not  prevent  a  shipper  from  recovering  from  the  terminal 
carrier,  whose  negligence  occasioned  the  loss. — Ibid. 


In  an  action  against  a  carrier  for  negligent  delay  in  deliver- 
ing a  printing  press  shipped,  evidence  of  the  rental  value  of  the 
printing  press  and  other  parts  connected  with  it  was  competent. 

Where  carrier,  sued  for  delay  in  delivery  of  a  return  ship- 
ment had  the  bill  of  lading  issued  on  the  return  shipment  to 
itself!  and  would  not  surrender  it  to  plaintiff  shipper  so  that 
he  could  demand  and  receive  his  goods  on  return  unless  he  sub- 
mitted to  conditions  it  had  no  right  to  impose,  it  cannot  complain 
that  he  did  not  get  the  goods  when  they  arrived  at  destination, 
nor  object  that  he  was  allowed  damages  because  of  its  own 
conduct  in  withholding  the  bill  of  lading  and  depriving  him  of 
the  possession  and  use  of  the  goods. — Ibid. 

The  trial  court  has  a  discretion  in  respect  to  setting  asid 
verdict,  exercise  of  which,  in   the  absence  of  abuse,  is  not  re- 
viewable  in  the  Supreme  Court.— Ibid. 

BILLS   OF    LADING 

Passing  of  Title  of  Shipped  Hay  to  Bank  by  Transfer  of  Bill  of 
Lading  and  Attached  Draft  Held  Not  Negatived  by  Subse- 
quent Sale  Through  Shippers: 

(Court  of  Civil  Appeals  of  Texas,  San  Antonio.)  That  a 
transaction  between  shippers  of  hay,  dealers  therein,  and  a  bank, 
by  their  transfer  of  bill  of  lading  with  attached  draft  to  it,  and 
giving  of  credit  by  it  and  drawing  thereon  by  them,  did  not  pass 
title  to  it,  is  not  conclusively  shown  by  the  fact  that  after  i 
had  claimed  the  hay,  and  given  bond  therefor,  against  attach- 
ment by  the  shippers'  creditor,  it  sold  it  through  them. — Officer 
vs.  F.  &  M.  Nat.  Bank  of  Hobart,  230  S.  W.  Rept.  226. 
Title  to  Shipment  of  Hay  Held  to  Pass  to  Bank  by  Delivery  of 
Bill  of  Lading  With  Attached  Draft,  and  It  Giving  Credit 
and  the  Shippers  Drawing  Thereon: 

Shippers  of  hay  having  indorsed  in  blank  the  bill  of  lading 
and  assigned  and  delivered  it  to  a  bank,  together  with  attached 
draft,  and  it  having  given  them  credit  therefor  on  its  books  and 
in  their  passbook  for  the  amount  of  the  draft,  and  allowed  them 
to  draw  thereon,  title  to  the  hay  passed  to  it,  so  that  it  is  not 
subject  to  attachment,  nor  the  proceeds  of  its  sale  to  garnish- 
ment, by  their  creditors. — Ibid. 
Letter  of  Credit  Constituted  Sole  Contract  with  Shipper: 

(Supreme  Court,  Appellate  Division,  First  Department.)  A 
letter  of  credit  issued  by  a  bank,  authorizing  the  shipper  to 
"value"  on  another  bank  for  account  of  a  confection  company 
up  to  an  aggregate  amount,  available  by  the  shipper's  drafts  at 
sight  against  bills  of  lading  for  certain  bags  of  sugar,  constituted 
the  sole  contract  with  the  shipper,  and  the  bank  issuing  such 
letter  of  credit  had  no  concern  with  any  question  which  might 
arise  between  the  vendor  and  vendee  of  the  merchandise,  for 
the  purchase  price  of  which  the  letter  of  credit  was  issued.— 
Lamborn  et  al.  vs.  Lake  Shore  Banking  &  Trust  Co.,  188  N.  Y.  S. 

Bill  of  Lading,  Describing  Sugar  as  "Java  White,"  Did  Not  Com- 
ply with  Letter  of  Credit  Authorizing  Draft  for  "Java  White 
Granulated  Sugar:" 

Where  a  bank  issued  a  letter  of  credit  to  honor  drafts  against 
bills  of  lading  for  certain  bags  of  "Java  white  granulated  sugar," 
the  bill  of  lading  attached  to  ensuing  draft,  describing  the  sugar 
as  "Java  white  sugar,"  did  not  comply  with  the  terms  of  the 
letter  of  credit,  and  the  bank  was  not  obligated  to  honor  such 
draft.— Ibid. 

Bill  of  Lading,  Indorsed  in  Blank,  Could  Be  Negotiated  by  De- 
livery, Passing  Title: 

Under  Personal  Property  Law,  pp.  214,  217,  a  bill  of  lading 
made  out  to  the  shipper's  order  could  only  be  negotiated  by  the 
shipper's  indorsement,  and  when  indorsed  in  blank  could  be 
negotiated  by  delivery,  and  title  to  the  goods  passed  by  such 
negotiation. — Ibid. 

Party  Entitled  to  Draw  Against  Letter  of  Credit  Must  Observe 
Conditions: 

A  party  entitled  to  draw  against  a  letter  of  credit  must 
strictly  observe  the  terms  and  conditions  under  which  the  credit 
is  to  become  available,  as  that  the  bill  of  lading  covering  the 
goods  for  which  the  credit  is  to  pay  must  be  made  out  to  the 
order  of  the  bank  issuing  the  letter,  and  that  the  draft  drawn 
against  the  letter  shall  not  exceed  the  amount  authorized,  and 
if  such  conditions  of  the  letter  of  credit  are  not  met,  as  where 
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tlir  ilnit'l    drawn    is    for   the   lull   atnnunt  of  thr   Iriirr  "with  ex- 
change," thus  calling  for  the   IM.MIM  nl   i>r  an  aniDiinl   In  I-XCCHH  of 
the   rndit,  and   the  bank  refuses  to  honor  the  draft,  the  |i;> 
riiiiili'd  to  draw  against  the  letter  has  no  cause  of  action  against 
i  In-  hank.— Ibid. 


Miscellaneous  Decisions'* 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul   Minn 

Copyright  by  West  Publishing  Co.) 


REGULATION   OF  COMMON   CARRIERS 

Railroad  Commission  Authorized  to  Regulate  Rates  of  Telephone 

Companies: 

(Supreme  Court  of  Florida.)  By  chapter  6525,  acts  of  1913 
(Comp.  Laws  1914,  pp.  2829k-2829z),  power  Is  given  the  railroad 
commission  to  regulate  rates,  tolls,  contracts  and  charges  of 
telephone  companies  doing  business  in  this  state. — Town  of 
Brooksville  et  al.  vs.  Florida  Telephone  Co.,  88  Sou.  Kept.  307. 

The  business  of  a  telephone  company  as  usually  conducted 
is  so  affected  by  public  interest  as  to  permit  its  reasonable  reg- 
ulation by  public  authority. — Ibid. 

Rates  or  tolls  to  be  charged  by  a  public  service  corporation 
for  services  rendered,  fixed  by  a  municipality  by  ordinance  as 
an   incident  to   the  granting  of  a  franchise   to  It  by  such  mu- 
nicipality, are  subject  to  legislative  control. — Ibid. 
Consignor  Primarily  Liable  for  Freight  Charges: 

(Supreme  Court  of  Vermont,  Washington.)  The  interstate 
commerce  act  requires  the  carrier  to  collect,  and  the  party  le- 
gally responsible  therefor  to  pay,  the  lawful  rate  existing  at  the 
time  of  shipment  without  deviation  through  mistake,  ignorance, 
or  otherwise. — Montpelier  &  W.  R.  R.  R.  vs.  Charles  Bianchi  & 
Sons,  113  Atlantic  Rept.  534. 

The  party  liable  for  the  charges  on  an  interstate  shipment 
is  conclusively  presumed  to  know  the  lawful  rate. — Ibid. 

As  a  general  rule,  the  consignor  with  whom  a  contract  of 
shipment  is  made  is  primarily  liable  for  the  freight  charges, 
whether  he  is  the  owner  of  the  goods  or  not,  and  whether  or 
not  someone  else  may  be  liable  as  owner  or  consignee. — Ibid. 

A  provision  in  a  bill  of  lading  for  an  interstate  shipment 
that  the  owner  or  consignee  should  pay  the  freight  and  all  other 
lawful  charges,  and,  if  required,  pay  them  before  delivery,  did 
not  constitute  a  contract  by  the  carrier  to  collect  the  freight 
charges  from  the  owner  or  consignee,  so  as  to  exempt  the  con- 
signor from  liability,  and  the  consignor  was  liable  where  the 
carrier  delivered  the  goods  to  the  consignee  without  collecting 
the  full  charges. — Ibid. 

That  title  to  goods  vested  in  the  consignee  when  loaded  on 
the  cars  did  not  affect  the  consignor's  liability  for  the  freight 
charges  where  it  did  not  appear  that  the  carrier  knew  such  fact 
at  time  of  the  shipment. — Ibid. 
Carrier  May  Confer  Right  to  Solicit  Business  on   Its  Grounds  on 

One   Transfer -Company   and    Exclude   Other   Hackmen   from 

Such   Privilege: 

(Court  of  Civil  Appeals  of  Texas,  Fort  Worth.)  A  railroad 
company  may  confer  on  a  particular  company  the  exclusive  privi- 
lege of  having  its  hack-stand  on  the  company's  ground  and  so- 
liciting business  there,  and  may  exclude  by  injunction  other 
hackmen  intruding  thereon  for  the  purpose  of  soliciting  trans- 
portation of  passengers  and  baggage,  where  they  are  not  pre- 
vented from  entering  the  premises  and  transporting  any  indi- 
viduals with  whom  they  had  previous  contracts. — Clisbee  et  al. 
vs.  Chicago,  R.  I.  &  G.  Ry.  Co.,  230  S.  W.  Rept.  235. 

A  railroad  company's  granting  the  exclusive  privilege  to 
one  company  to  solicit  transfer  of  passengers  and  baggage  on 
its  own  grounds  and  exclusion  of  others  held  not  in  contraven- 
tion of  the  rule  against  monopolies  or  in  violation  of  anti-trust 
statutes.— U.  S.  Comp.  St.,  pp.  8820-8823,  8827-8830.— Ibid. 
Liability  of  Carrier  for  Use  of  Tank  Car  of  Shipper: 

(Circuit  Court  of  Appeals,  Eighth  Circuit.)  A  claim  against 
a  railroad  company  for  breach  of  a  contract  of  bailment  is  not 
a  matter  within  the  jurisdiction  of  the  Interstate  Commerce 
Commission,  but  of  the  courts. — Empire  Refineries,  Inc.,  vs.  Guar- 
anty Trust  Co.  of  New  York  et  al.,  271  Fed.  Rept.  668. 

A  tank  car,  owned  by  the  shipper,  filled  with  gasoline,  was 
delivered  to  a  railroad  company  for  the  transportation  of  gaso- 
line to  a  consignee  under  a  bill  of  lading  which  entitled  the 
owner  to  payment  for  the  use  of  the  car  on  a  mileage  basis. 
The  car  was  not  delivered  to  the  consignee,  but  diverted,  and 
was  not  returned  to  the  owner  for  three  months.  Held,  that 
thp  railroad  company  was  a  bailee  for  hire  of  the  car  and  that 
the  contract  of  bailment  was  for  its  use  only  in  accordance  with 
the  bill  of  lading;  that  its  diversion  was  a  breach  of  the  con- 
tract and,  whether  intentional  or  through  negligence,  rendered 
the  railroad  company  liable  for  all  damages  sustained  by  the 
owner,  including  the  value  of  its  use  while  detained.— Ibid. 


Federal  Agent  M«y  Sue  on  Claim  Accruing  to  Gov«mmtnt  During 

Control: 

(I)lmrlct  Court.  N.  D..  Ohio,  i:  l>  »  rn.|.-r  federal  control 
act  March  21,  1918,  pp.  1.  8.  12  (Comp.  St.  191X.  romp  Ht  Ann 
Supp.  1919.  pp.  3115>4a,  8I15*4h.  3115*41).  »nd  trannportatlon  act 
1920,  pp.  202,  206,  211,  the  new  In  rural,  appointed  pur- 

suant to  Hectlon  211  of  th..  transportation  act.  )•  the  proper 
party  plaintiff  In  an  action  to  recover  a  claim  arrrulnic  to  the 
I'nit.Ml  States  or  lo  the  Director-General  during  lh«.  period  of 
federal  control.-  Him-*,  Director-General  of  Railroads.  »§.  Htru- 
thers  Furnace  Co.,  271  Fed.  Kept.  792. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Court* 

(Digests  taken  from  Reporters  and    Digests  of  National   Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul.  Minn. 
Copyright  by  West  Publishing  Co.) 


Measure  of  Damages  for  Total  Breach  of  Contract  by  Charterer 
of  Ship: 

(District  Court  of  Appeal,  First  DUtrict,  DJr.  No.  1,  Cali- 
fornia.) In  actions  against  the  charterer  of  a  ship  for  a  total 
breach  of  his  contract,  the  measure  of  damages  is  the  net  amount 
which  would  have  been  earned  by  the  vessel  under  the  charter, 
less  the  net  amount  earned,  or  which  might,  with  reasonable 
diligence  have  been  earned,  by  the  vessel  during  the  time  re- 
quired for  the  performance  of  the  voyage  named  In  such  contract 
of  charter.— Greenbaum  vs.  Smith,  197  Pacific  Rept.  675. 
Action  for  Breach  of  Charter  Contract  Held  "Action  on  Contract 
for  Direct  Payment  of  Money": 

Where  defendant  charterer  agreed  to  ship  cargo,  of  which 
freight  would  be  $30,000,  and  totally  failed  to  do  BO,  and  ship 
sailed  empty,  an  action  by  the  owner  for  breach  of  the  contract 
for  damages  in  the  amount  of  $28,000,  $2,000  being  the  cost  of 
loading  and  unloading  such  a  cargo,  is  one  for  the  breach  of  a 
contract  for  the  direct  payment  of  money,  and  an  attachment 
may  issue  under  Code  Civ.  Proc.,  p.  537,  the  damages  being 
easily  ascertainable  according  to  fixed  standards  supplied  by 
the  contract  or  the  law  acting  upon  It. — Ibid. 

Statute  Permitting  Attachment  by  Certain  Persons,  Not  Uncon- 
stitutional as  Conferring  Special  Rights  on  a  Class: 
Code  Civ.  Proc.,  p.  537,  giving  the  right  to  an  attachment  to 
plaintiff  in  an  action  for  the  direct  payment  of  money  by  reason 
of  a  breach  of  contract,  is  not  unconstitutional,  In  that  It  denies 
one  of  the  parties  to  a  contract  the  equal  protection  of  the  law, 
since  it  operates  uniformly  in  favor  of  persons  damaged  by  the 
breach  of  a  contract  to  pay  them  money,  not  being  deprived  of 
such  uniformity  because  the  remedy  Is  not  given  against  breaches 
of  a  different  character.— Ibid. 

Amount  Due  the  Owner  by  Charterer  Held  Immaterial,  in  Char- 
terer's Action  Against  Subcharterer  for  War  Risk  Insurance: 
(Supreme  Court,  Appellate  Division,  First  Department) 
Where  charterer  did  not  agree  to  take  out  war  risk  Insurance 
for  owner's  benefit,  but  merely  to  insure  ship  against  ordinary 
marine  risks,  and  also  agreed  to  indemnify  owner  against  loss 
on  failure  to  return  the  vessel  fo  r  any  cause  whatever,  the 
amount  due  owner  from  charterer  on  loss  of  the  ship  durine 
the  war  was  immaterial  in  charterer's  action  against  third  per- 
son, to  whom  it  had  subchartered  the  ship,  to  recover  war  risk 
insurance  third  person  had  agreed  to  carry  for  owner's  benefit. 
— Goshi  Kaisha  Yamamoto  Sohonten  vs.  France  &  Canada  Steam- 
ship Co.,  Ltd.,  188  N.  Y.  Supp.  131. 

Charterer,  Who   Had  Agreed  to  Indemnify  Owner  Against  Loss, 
Had  Insurable  Interest  to  Full  Value  of  Ship: 
Charterer,  having  agreed  to  indemnify  owner  against  loss  on 
failure  to  return  ship,  had  an  Insurable  Interest  to  the  full  value 
of  the  ship.— Ibid. 

Court  Will  Scrutinize  Moving  Papers  to  Ascertain  Whether  Tes- 
timony is  Relevant,  Where  Large  Sum  of  Money  Is  Involved: 
Ordinarily  the  court  will  not  pass  upon  the  relevancy  or  ma- 
teriality of  the  evidence  sought  to  be  produced  by  a  deposition, 
on  the  application  for  the  granting  of  a  commission,  but  where 
a  large  sum  of  money  is  in  the  possession,  and  subject  to  the 
risks  of  the  business  of  the  ruling  party,  and  a  long  delay  of 
the  trial  will  ensue,  the  court  will  more  carefully  scrutinise  the 
moving  papers  and,  if  the  testimony  Is  Irrelevant  and  Immaterial, 
will  deny  the  motion. — Ibid. 

Owner    of    Chartered    Vessel    Has    Reasonable    Time     to     Repair 
Machinery: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  Under  a  time 
charter  party  requiring  the  owner  to  maintain  the  vessel  In  a 
thoroughly  efficient  state  In  hull  and  machinery  for  and  during 
the  service,  but  fixing  no  time  within  which  she  must  be  restored 
to  such  state  In  case  of  accident  to  machinery,  he  Is  required 
to  exercise  reasonable  and  ordinary  care  only  In  that  respect 
and  fulfills  his  duty  by  employing  a  reputable  and  fully  equipped 
concern  to  make  the  repairs,  and  is  not  liable,  beyond  loss  of 
charter  hire,  for  delay  caused  by  such  concern.— The  BJornefjojd. 
271  Fed.  Rept.  682. 
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TRANSCONTINENTAL  RATE  REDUC- 
TIONS 

The  Traffic  World  Washington  Bureau 

The  supplements  to  the  eastbound  transcontinental  tariffs 
making  reductions  In  rates  on  fruits  and  vegetables  from  the 
western  points  of  origin  to  eastern  groups  of  destination  from 
New  York  to  the  Indiana-Illinois  line  have  been  received  by  the 
Commission.  They  were  issued  June  17  to  become  effective  June 
23  and  will  continue  in  effect  until  the  end  of  the  year.  The  sup- 
plements are  No.  6  to  Countiss'  I.  C.  C.  No.  1087  and  No.  13  to 
his  I.  C.  C.  No.  1084.  The  first  covers  shipments  originating  in 
Arizona,  California,  Mexico,  New  Mexico,  Nevada,  Oregon  and 
Utah.  The  other  supplement  covers  those  originating  in  the 
north  Pacific  coast  territory. 

The  notification  of  the  bureau  to  Its  members  said: 

Reduced  rate  $1.75  per  100  pounds  on  vegetables  and  melons,  in- 
cluding cantaloupes,  carloads,  from  Pacific  coast  terminals  and  inter- 
mediate points  to  points  taking  groups  A,  B  and  C  rates,  will  be  pub- 
lished to  take  effect  June  23,  with  expiration  date  December  31. 

Protests  to  other  proposals  put  forward  by  the  transconti- 
nental railroads  continue  to  come  to  the  Commission  direct  and 
through  the  offices  of  senators  and  representatives.  Applications 
for  the  fourth  section  relief  which  will  be  necessary  to  carry 
out  the  plans  of  the  transcontinental  carriers  have  not  yet  been 
received. 

It  is  taken  for  granted  that  the  Commission  will  consolidate 
the  proposals  for  Informal  conferences,  even  if  it  decides  that  it 
should  npt  create  an  investigation  and  suspension  docket.  The 
intermountain  flountry  is  not  strong  for  suspension  except  as  a, 
method  for  extending  the  areas  of  origin.  The  protestants  there- 
in are  setting  forth,  in  as  many  forms  as  they  can  imagine,  that 
the  grant  of  fourth  section  relief  will  be  unduly  prejudicial  as 
shutting  them  out  of  markets  which  they  can  reach  under  exist- 
ing rates,  if  there  is  any  tonnage  moving  at  all.  They  took  the 
position,  at  the  informal  hearings  held  by  Henry  J.  Ford,  that 
the  level  of  rates  was  so  high  as  to  stop  the  movement  of  traffic 
and  that  the  way  to  stimulate  business  would  be  to  make  reduc- 
tions that  would  apply  from  all  points  of  origin  so  as  to  allow 
all  those  now  able  to  ship  to  continue  in  the  competition  for 
markets.  They  do  not  subscribe  to  the  transcontinental  carrier 
theory  that  the  railroads  should  be  allowed  to  increase  their 
tonnage  from  the  more  distant  points  so  as  to  preserve  their 
revenues  from  the  assaults  made  by  the  steamship  lines  using 
the  Panama  Canal.  They  contend  that  revenues  can  be  conserved 
by  making  reductions  from  all  points  of  origin  as  easily  as  from 
some  of  them  and  that,  if  the  railroads  are  allowed  to  reduce  the 
rates  from  more  distant  points,  they,  the  shippers  from  the  inter- 
mediate country,  and  not  the  transcontinental  carriers,  are  bear- 
ing the  burden  of  the  competition. 

As  energetic  opposition  as  the  Commission  has  ever  known 
to  proposals  made  by  carriers  is  being  shown  by  shippers  to  the 
changes  the  transcontinental  railroads  have  indicated  they  would 
like  to  make  in  their  rate  structure.  Opposition  comes  from 
shippers  in  the  intermediate  rate  territory  and  from  refiners  of 
sugar  on  the  Atlantic  and  gulf  coasts. 

A  charge  of  bad  faith  has  been  made  by  W.  S.  McCarthy, 
president  of  the  Intermediate  Rate  Association,  with  respect  to 
Countiss'  various  applications  for  fourth  section  relief.  In  a 
telegram  to  the  Commission  June  17,  from  Salt  Lake,  Mr.  Mc- 
Carthy said:  "It  appears  evident  that  transcontinental  carriers 
are  following  their  usual  practice  of  endeavoring  to  wear  us  out 
with  multiplicity  of  applications.  This  is  the  third  application 
for  fourth  section  relief  that  we  have  been  advised  has  been  filed 
recently  while  press  dispatches  have  stated  a  fourth  one  is  about 
j  be  filed.  We  call  the  Commission's  attention  to  the  fact  that 
first  application  involving  tinplate  was  withdrawn  after 
putting  us  to  expense  of  traveling  to  Chicago."  The  whole  tele- 
gram on  that  subject  is  as  follows: 

"Reported  that  R.  H.  Countiss,  representing  transcontinental 

carriers  has  filed  with  Commission  his  fourth  section  application 

14,  requesting  authority  to  publish  reduced  rates  on  green 

ffee,  carloads,  from  New  Orleans  and  Galveston  to  Pacific  coast 

that  would  be  less  than  rates  on  same  commodity  from 

le  points  going  to  points  in  inter-mountain  and  interior  Pacific 

u  territories  and  also  his  fourth  section  application  No    16 

requesting  authority  to  publish  reduced  rates  on  beans,  canned 

goods,  dried  fruits  and  other  commodities  from  California  ports 

New  York  via  gulf  ports  that  would  be  less  than  rates  on 

H2J!  ,t0  4amf,   destlnatlon   from   Points   in   inter- 
lnterfor  Pacific  coast  territories. 

lembers  of  intermediate  Rate  Association  comprising  five 
r,e  (co™mlsslon1s  and  nearly  100  farm  bureaus,  commercial  and 
•trial  organizations  assembled  in  convention  in  Salt  Lake, 
armally  protest  against  granting  such  applications.  These 
MI  h       8,.et/orjh  and  a»ege  that  said  applications  propose 
hment  of  rates  which  if  allowed  to  become  effective,  would 
n«  1.'  ™reasonable.  al>d  discriminatory,  in  violation  of  sec- 
en?  o? V±?Hand  ?UT  1?  L  C"  act'  would  result  m  curtail- 
f  production  of  similar  commodities  produced  in  inter- 
mountain  and  In  interior  Pacific  coast  territories  that  a?e  sVek- 
6  TJTn  4markets  and  would  seriously  injure  the 
and  industrial  interests  of  said  territories.    It  an! 


pears  evident  that  transcontinental  carriers  are  following  their 
usual  practice  of  endeavoring  to  wear  us  out  with  multiplicity 
of  applications.  This  is  the  third  application  for  fourth  section 
relief  that  we  have  been  advised  has  been  filed  recently  while 
press  dispatches  have  stated  the  fourth  one  is  about  to  be  filed. 
We  call  the  Commission's  attention  to  the  fact  that  their  first 
application  involving  tinplate  was  withdrawn  after  putting  us 
to  the  expense  of  traveling  to  Chicago.  With  a  view  of  conserv- 
ing time  and  expense  for  I.  C.  C.  and  ourselves  and  that  the 
people  of  the  inter-mountain  country  may  have  an  opportunity 
to  be  heard  on  these  matters  so  vitally  affecting  them  we  respect- 
fully request  that  action  on  applications  pending  be  withheld 
until  such  time  as  carriers  definitely  determine  their  course  with 
reference  to  their  declaration  to  file  application  involving  fourth 
section  relief  on  westbound  rates  on  long  list  of  commodities 
referred  to  in  our  telegram  of  June  14  and  that  hearings  on 
all  of  these  applications  be  consolidated  and  held  in  the  west 
as  outlined  in  our  telegram  of  June  14." 

The  foregoing  was  preceded  by  a  message  in  which  the  or- 
ganization members  of  the  Intermediate  Rate  Association  asked 
to  be  heard,  if  Countiss  filed  the  applications  mentioned  in  various 
dispatches,  not  by  an  examiner,  but  by  a  division  of  the  Commis- 
sion sitting  at  designated  points.  In  that  telegram  the  pro- 
testants said: 

The  undersigned  organizations,  members  of  the  intermediate  rate 
association  represented   in   convention   assembled   at   Salt   Lake   City, 
today  are  advised  through  press  and  also  by  responsible  traffic  offi- 
cials of  lines  Interested,   that  it   is  the   intention   of  transcontinental 
carriers  to  file  an  application  with  the  Commission  asking  for  author- 
ity to  materially  reduce  rates  on  a  long  list  of  commodities   moving 
from  eastern  defined  territory  to  Pacific  Coast  terminals.     While  main- 
taining very  much  higher  rates  at  directly  intermediate  points,  which 
application,  if  granted,  would  authorize  departure  from  the  provisions 
of  the  interstate  commerce  act.    If  such  application  is  filed  we  desire 
to  hereby  formally  protest  against  the  granting  of  it  and  respectfully 
submit  that  the  matters  involved  are  of  such  sweeping  importance  to 
the  entire  country  that  hearings  should  be  not  delegated  to  an  exam- 
iner, but  be  heard  by  a  subdivision  of  the  Interstate  Commerce  Com- 
mission, and  we  most  Urgently  request  that  this  subdivision  hold  hear- 
ings on  such  application  if  filed  at  Spokane,   Wash.;   Helena,   Mont.; 
Baker  City,   Ore.;   Boise,   Idaho;    Salt   Lake   City,   Utah;    Reno,    Nev.; 
Phoenix,   Ariz.,   and   San   Bernardino,    Cal.     We   ask   for   hearings   at 
these  points  for  the  reason  that  it  has  been  the  practice   of  carriers 
to  wear  out  not  only  our  patience  but  our  pocketbooks  as  well  by  forc- 
ing us  at  great  expense  of  time  and  money  to  travel  in  large  numbers 
long  distances  in  the  defense  of  our  rights  and  our  people  demand  the 
right  to  be  heard  personally  on  any  *uch  invasion  as  is  now  threatened. 
This  telegram  was  signed  by  the  following: 
Public  Utilities  Commission  of  Utah,   Montana  Railroad   Commis- 
sion, Arizona  Corporation  Commission,   Public  Service  Commission  of 
Nevada,   Public   Utilities   Commission   of  Idaho,    Nevada   State   Farm 
Bureau,  Idaho  State  Horticultural  Association,   Canyon  County  Farm 
Bureau,      Caldwell,      Idaho;      Idaho     Implement     Association,      Cald- 
well,     Idaho;       Southern      Idaho        Thresher        Men's       Association, 
Caldwell,  Idaho;   Spokane   (Washington)   Merchants'  Association,   Sp»- 
kane    (Washington)    Chamber    of   Commerce,    Ritzville    (Washington) 
Commercial  Club,  Sand  Point  (Idaho)  Chamber  of  Commerce,  Daven- 
port (Washington(  Commercial  Club,  Palouse  (Washington)   Chamber 
of  Commerce,  Coeur  de  Alene  (Idaho)  Chamber  of  Commerce,  Wenat- 
chee   (Washington)   Commercial   Club,   Grenacres   (Washington)    Com- 
mercial Club,  Malta  (Montana)   Commercial  Club,  Prosser   (Washing- 
ton)   Community   Club,    Bozeman    (Montana)    Chamber   of   Commerce, 
Ppmeroy  (Washington)  Commercial  Club,  Kootenai  Valley  Commercial 
Club,  Bonners  Ferry,  Idaho;  Baker  County  Chamber  of  Commerce,  Ba- 
ker,  Ore.;   Billings   (Montana   Chamber  of  Commerce,   Phoenix    (Ari- 
zona) Chamber  of  Commerce,  Yavapai  County  Chamber  of  Commerce, 
Proscott,    Ariz.;    Globe    (Arizona)    Chamber    of    Commerce,    Chandler 
(Arizona)    Chamber   of   Commerce,    Glendale     (Arizona)      Commercial 
Club,  Tucson   (Arizona)   Chamber  of  Commerce,   Arizona  Far  Bureau 
Federation,  Tucson,  Ariz. ;  Southern  Arizona  Traffic  Association,  Doug- 
las   Ariz.;  Chamber  of  Commeree  and  Minen,  Douglas,  Ariz.;  Arizona 
Wholesale  Grocers'  Association,  Phoenix,  Ariz.;  Retail  Merchants'  As- 
sociation, Tucson,  Ariz.;  Arizona  Wholesalers'  Board  of  Trade,  Phoe- 
nix, Ariz.;  Maricopa  County,  Phoenix,  Ariz.;  Nogales  (Arizona)  Cham- 
,TeJ  ,?**  Commerce,   Phoenix   (Arizona)    Chamber   of   Commerce,    Boise 
(Idaho)    Chamber   of   Commerce,    Caldwell    (Idaho)    Commercial   Club, 
Missoula       (Montana)        Mercantile       Company,        Kalispell        (Mon- 
tana)       Mercantile        Company,        Missoula        (Montana)          Cham- 
ber  of   Commerce,   Union    County   Ad    Club,    Baker,    Ore.;    Wholesale 
Grocery  Association,  Baker,  Ore.;  Lewiston  (ISaho)  Commercial  Club. 
Reno    (Nevada)    Chamber   of   Commerce,    Ely    (Nevada)    Commercial 
Club,   Las   Vegas    (Nevada)    Chamber   of   Commerce,    Mina    (Nevada) 
Commercial   Club,   Humboldt  County  Chamber  of  Commerce,   Winne- 
mucca   Nev.;  Progressive  Business  Club  of  Sparks,  Nev.;  Greater  Lar- 
son City  Nevada  Club,   Pershing  County  Club.   Lovelock,   Nev.;    Elko 
Association  of  Retail  Merchants,  Nemda;  ^Battle  Mountain   (Nevada) 
XTT?™,^  r^?.f  Commerce.  Retail  Merchants  ofCedar  City,  Utah;  Murray 
(Utah)    Chamber   of   Commerce,    Commercial    Club    and    Chamber    of 
commerce    of    Salt   Lake    City,    Roosevelt    (Utah)    Commercial    Club, 
Eureka  County  Chamber  of  Commerce,  Eureka,  Utah;  Interior  Coun- 
ties Freight   Bureau   of  Southern   California,    San   Bernardino,    Calif.; 
Wmslow    (Arizona)    Chamber   of    Commerce,    Kaysville    (Utah)    Com- 
me^m    94.ub'.Logan   (Utah)   Chamber  of  Commerce,  Fresno   (Califor- 
nia)   Traffic   Association,    Traffic    Bureau    of   Utah,    Churchill    County 
Commercial  Club  of  Fallon,  Nev.;  I.  H.  Kent  Company  of  Fallen,  Nev.; 
M»?  ™°£°  £  (^X°min.??  Commerce  Chamber,  Vernal  (Utah)  Commer- 
Club,  Pendleton  (Oregon)  Commercial  Association,    Arizona  Mer- 
ni   K    o A?s°clation,   Phoenix,   Ariz.;   Zillah   (Washington)    Community 
Club    Burley   (Idaho)   Commercial   Club,   Cedar  City   (Utah)    Chamber 
r  commerce,   Arizona   Chapter  American   Mining   Congress. 

Rates  on   Sugar 

The  Warner  Sugar  Refining  Co.,  Federal  Sugar  Refining  Co., 
and  Arbuckle  Brothers  have  filed  a  petition  for  a  re-opening,  in 
part,  of  fourth  section  order  No.  4136  and  for  the  reconsidera- 
-ion  of  fourth  section  application  No.  8835,  to  the  extent  that  they 
ssult  in  rates  on  sugar  from  points  in  California  lower  than  the 
rates  contemporaneously  maintained  from  California  to  the  Mis- 
souri River  cities. 

TimxAs  Thai  case>  reP°rted  in  31  I.  C.  C.  611.  is  understood  by 
Wilbur  LaRoe,  Jr.,  attorney  for  the  petitioners,  the  relief  was 
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granted  solely  on  the  ground  of  market  competition.  Market 
competition  is  the  only  ground  on  which  the  new  rates  appear 
to  be  based;  that  Is  to  Bay,  the  California  reflnerg  are  Bald  to 
have  on  hand  surplus  stocks  of  sugar  which  they  cannot  market 
because  some  other  refiners,  by  reason  of  the  rate  adjustment, 
have  command  in  the  markets  to  which  the  surplus  might  other- 
wise be  sent  and  disposed  of.  They  propose  to  find  a  market  for 
that  by  reducing  the  rate  to  Chicago  8.5  cents  and  thereby  re- 
establishing the  old  differential  of  Chicago  25  cents  over  New 
Orleans,  notwithstanding  vast  changes  in  all  conditions.  At 
present  the  difference  is  33.5  cents,  due  to  the  disruption  caused 
tiy  percentage  advances. 

LaRoe  contends  that  the  constant  striving  of  rival  refiners 
for  possession  of  such  a  desirable  consuming  center  as  Chicago 
makes  the  sugar  rate  adjustment  the  one  national  rate  adjust- 
in)  nt,  with  which  no  attempt  to  deal  piecemeal  should  be  made. 
There  is  nothing  more  sensitive  than  the  rates  on  sugar  from 
the  various  refineries,  he  said.  Until  recently,  fee  said,  they  have 
been  adjusted  on  a  well  recognized  differential  basis.  Disappear- 
ance of  boats  on  the  great  lakes  as  a  result  of  the  Commission's 
divorce  decree  under  the  Panama  Canal  aat  and  the  world  war's 
demands  for  shipping  and  the  various  parcentage  rate  advances 
disrupted  it.  At  present  LaRoe  said  the  California  and  New 
Orleans  refiners  have  an  unfair  advantage  in  the  Chicago 
market. 

Too  much  emphasis,  LaRoe  said,  could  not  be  placed  on  the 
fact  that  when  the  fourth  section .  relief  was  granted  the  trans- 
continental lines  the  California  refiners  were  striving  for  the 
Chicago  market.  Now  they  have  it  and  sell  a  larger  tonnage  in 
it  than  is  sold  by  any  other  group  of  refiners.  Yet  the  trans- 
continental carriers  propose  to  increase  their  rate  advantage  by 
about  $1.70  per  ton  and  to  pile  that  on  top  of  the  advantage 
they  have  obtained  by  reason  of  the  emergency  tariff  law. 

The  proposal,  according  to  the  eastern  refiners,  is  to  reduce, 
substantially,  the  rates  of  one  group  of  refiners,  and  to  leave 
absolutely  unchanged  the  rates  from  the  group  of  refineries  the 
surplus  of  which  is  far  greater  than  that  of  any  other,  and  to 
reduce  the  revenues  of  eastern  and  southern  carriers  which  are 
less  able  to  stand  reductions  than  the  comparatively  prosperous 
transcontinental  lines. 

At  the  afternoon  session  of  the  conference  June  16  on  the 
proposal  of  the  transcontinental  lines  to  reduce  rates  on  sugar 
as  far  east  as  Chicago  and  Chicago  rate  points,  a  wrangle  took 
place  as  to  whether  the  transcontinental  lines  were  trying  to 
get  more  business  for  those  who  ship  from  the  west  or  merely 
trying  to  hold  for  them  the  business  they  claim  they  built  up  in 
1914  and  later  years  as  a  result  of  the  rates  established  from  the 
Pacific  coast  when  the  Commission  gave  them  permission  to  es- 
tablish rates  at  the  Missouri  River  25  cents  higher  than  the  rate 
from  New  Orleans  and  23  cents  at  Chicago  higher  than  the  rate 
from  the  Gulf  city.  Paul  P.  Hastings  claimed  that  the  western 
roads  were  merely  trying  to  restore  the  relationship  then  cre- 
ated. The  eastern  and  southern  lines,  backed  by  the  Atlantic  and 
Gulf  coast  refiners,  contended  that,  even  conceding  that  the 
Commission,  in  that  year,  established  a  relationship,  there  has 
been  such  a  change  in  conditions  as  to  make  that  a  far-fetched 
theory. 

C.  J.  Rixey  pointed  out  that  the  Commission,  during  the  time 
of  the  Railroad  Administration,  denied  fourth  section  relief  as 
to  all  rates  between  New  Orleans  and  Chicago  because  water 
competition  had  disappeared,  so  that,  in  that  particular  at  least, 
there  has  been  a  change  in  conditions. 

J.  P.  Abbott  attacked  the  policy  pursued  by  Edward  Cham- 
bers while  the  latter  was  director  of  traffic  on  the  theory  that 
what  he  did  then  was  in  the  interest  of  the  transcontinental  lines 
and  against  the  interests  of  eastern  and  southern.  He  contended 
that  the  relationship  that  would  be  established  by  the  rates  under 
discussion  would  not  be  the  one  that  was  in  effect  by  1914,  his 
point  being  that  the  Commission  had  never  allowed  the  trans- 
continental carriers  to  narrow  the  spread  at  Missouri  River  that 
is  now  proposed,  or  to  include  St.  Louis  in  the  rate  structure 
fabricated  under  the  fourth  section  order,  which  he,  In  his  pro- 
test, had  asked  the  Commission  to  reconsider. 

Chairman  Crosland  said  the  suspension  board  had  no  power 
to  consider  the  fourth  section  phase  of  the  subject.  Abbott  re- 
torted that  he  had  addressed  his  protest  and  request  for  further 
consideration  to  the  secretary  of  the  Commission  and  he  could 
not  see  that  it  was  his  business  to  assume  that  that  part  of  the 
protest-petition  would  not  be  considered  simply  because  the  sec- 
retary of  the  Commission  had  sent  the  paper  only  to  the  suspen- 
sion board  and  not  to  the  fourth  section  board  also. 

Some  of  the  eastern  and  southern  protestants  suggested  that 
there  were  not  many  shippers  of  sugar  on  the  Pacific  coast  else 
there  would  be  more  of  them  present.  That  caused  Hastings  to 
say  that  the  notice  of  the  conference  was  not  received  by  most 
of  those  interested  until  Monday  or  Tuesday,  for  a  conference 
or  hearing  on  Thursday.  He  suggested  that  it  was  impossible 
for  people  from  California  or  Colorado  to  get  to  Washington  li 
two  days,  even  with  flying  machines. 

Chairman  Crosland  admitted  that  the  conference  was  h 
on  rather  short  notice,  adding  that  "we"  hoped  to  get  through 
without  a  hearing  on  the  subject. 


RATES  ON  PETROLEUM 

Reductions  In  rates  on  petroleum  and  It*  product*  which  will 
be  nation-wide  are  to  be  sooiht  by  shipper*  ot  the**  commodities. 
A  conference  outlining  a  plan  of  campaign  WM  h«ld  In  Chi- 
cago,  June  24.  In  which  representatives  of  the  American 
Petroleum  Institute,  the  Western  Petroleum  Refiners'  Associa- 
tion, the  National  Petroleum  Association  and  the  American  Inde- 
pomlr-nt  Petroleum  A»*oclal  Ion  took  part.  Plans  adopted  by 
this  conference  will  be  submitted  to  the  American  Hallway  As- 
sociation. 

According  to  F.  U.  SUdle.  of  the  traffic  department  of  the 
Western  Petroleum  Refiners'  Association,  the  reductions  to  be 
requested  will  probably  follow  the  present  tentative  plan,  which 
contemplates  the  re-establishment  In  the  East  of  rates  on 
petroleum  and  Its  products  on  the  January  1,  1917,  basis,  plus 
40  per  cent.  In  the  West  and  South  It  Is  proposed  to  request 
a  reduction  of  15  per  cent  of  the  rate  plus  4H  cent*,  except 
where  proportional  rates  were  established  under  Freight  Rate 
Authority  No.  96,  by  division  of  the  4H  cent  reduction.  In  which 
cases  It  is  planned  to  request  a  reduction  of  15  per  cent  plus 
either  2  or  2'^  cents. 

Nothing  definite  was  accomplished  at  the  conference  of  ship- 
pers of  petroleum  and  Its  products  and  representatives  of  car- 
riers in  C.  F.  A.  territory,  held  In  the  rooms  of  the  Central 
Freight  Association,  Chicago,  June  17,  on  the  invitation  of  Eu- 
gene Morris.  The  conference  was  called  for  the  purpose  of  dis- 
cussing the  possible  effects  the  proposed  reconstruction  of 
petroleum  rates  in  C.  F.  A.  territory  would  have  on  petroleum 
moving  into  Trunk  Line  territory  or  moving  from  refineries  In 
Trunk  Line  territory. 

Petroleum  shippers  presented  no  concrete  recommendation, 
the  supposition  being  that  they  were  present  merely  to  protect 
their  interests.  It  was  finally  decided  that  an  effort  would 
be  made  to  equalize  the  proportional  and  local  rates  on  pe- 
troleum and  its  products,  carloads,  between  Official  Classifica- 
tion territory  and  the  gateways  of  C.  F.  A.  and  western  roads, 
and  between  Official  Classification  territory  and  Ohio  River 
crossings  and  Virginia  gateways. 

In  furtherance  of  this  plan  it  was  decided  to  seek  a  con- 
ference with  Director  Hardie  of  the  Commission's  traffic  bnreau. 
July  1  was  the  date  tentatively  agreed  on  and  either  Chicago 
or  Washington  was  recommended  as  the  place.  Both  these  de- 
tails were,  however,  left  to  the  convenience  of  the  director. 


TRANSCONTINENTAL  RATE  CONFERENCE 
Under  an  agreement  reached  at  a  conference  in  New  York. 
June  22,  between  committees  representing  western  transconti- 
nental carriers  and  carriers  I  Official  Classiflcatio  territory,  a 
conference  between  these  committees  and  the  standing  rate  com- 
mittee of  the  Transcontinental  Freight  Bureau  will  be  held  In 
Chicago,  June  28,  to  check  in  amended  transcontinental  domestic, 
export,  and  import  rates,  which  have  been  submitted  to  the 
eastern  lines,  and  to  arrange  for  the  immediate  publication  of 
all  such  rates  checked  in  at  the  conference.  The  carriers  also 
plan  to  join  in  making  westbound  fourth  section  application 
to  the  Commission  covering  rates  proposed  and  checked  in  at 
the  conference.  It  is  understood  that  the  rates  will  be  subject 
to  such  revised  divisions  as  may  be  established  as  a  reult  of 
negotiations  to  be  pursued  when  statistics  of  the  transcontinental 
lines  are  ready. 


CITRUS  CASE  REOPENED 

The  Traffic  World  Washington  Burn* 

The  Commission  has  reopened  Docket  No.  10525,  California 
Citrus  League  vs.  the  Director-General,  which  questions  the 
reasonableness  of  rates  prior  to  General  Order  No.  28  and  those 
published  since  then.  This  action  is  regarded  as  of  more  than 
ordinary  significance  because  of  recent  reductions  in  transconti- 
nental rates  and  because  the  Commission  bad  heretofore  declined 
to  reopen  this  case. 

An  effort  is  to  be  made  by  Pacific  coast  shippers  of  citrus 
fruits  to  persuade  the  transcontinental  railroads  to  reduce  their 
rates  on  such  fruits,  without  further  hearings  on  the  Cltras 
League  case,  the  reopening  of  which,  voted  on  June  13.  had 
still  not  been  announced  on  June  22.  They  have  made  what 
they  call  tentative  plans  for  a  conference  with  the  carriers,  on 
July  1.  The  shippers  believe  they  can  persuade  the  carriers, 
who  have  decided  not  to  reduce  rates  generally  on  fruits  and 
vegetables,  to  make  an  exception  of  citrus  fruits  from  Pacific 
coast  points.  They  have  Issued  publicity  matter  purporting  to 
show  they  believe  the  carriers  will  agree  to  a  reduction  that 
will  bring  about  a  restoration  of  the  old  rate  of  $1.44  on  orange* 
and  possibly  the  old  rate  of  $1.25  on  lemons.  As  to  the  latter 
rate,  however,  they  are  not  so  hopeful,  because  It  Is  admitted 
that  It  is  doubtful  whether  that  rate  would  permit  the  Pacific 
coast  grower  to  compete  even  on  tolerable  terms,  with  the 
Sicilian  grower,  so  long  as  the  latter  has  the  benefit  of  the 
high  rate  of  exchange  for  the  American  dollar. 

In  discussing  the  proposal  of  the  transcontinental  railroad*, 
that,  in  return  for  a  10  per  cent  reduction  In  rates  on  cltru* 
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fruits  the  shippers  should  agree  to  stop  promoting  the  develop- 
ment of  transportation  of  their  products  by  water,  Secretary 
Hoover,  June  16,  expressed  regret  that  such  a  proposal  had  been 
made.  His  idea  is  that  it  was  against  the  interest  of  the  rail- 
roads as  well  as  against  the  interest  of  the  shippers.  On  that 
expression  of  regret,  by  the  head  of  the  Department  of  Com- 
merce, were  based  reports  that  Mr.  Hoover  was  opposed  to  the 
Step  taken  by  the  transcontinental  railroads  for  what  they  be- 
lieve to  be  the  conservation  of  their  business  and  consequently 
of  their  revenue. 

Answering  an  interrogative  suggestion  that  such  an  agree- 
ment would  be  in  violation  of  law,  the  secretary  said  he  did 
not  know;  that  he  had  been  advised  both  that  it  would  and 
that  it  would  not  be  illegal.  Apparently  the  question  of  legality 
did  not  appeal  to  him  as  much  as  did  the  question  of  the  wis- 
dom of  such  a  policy  on  the  part  of  the  transcontinental  rail- 
roads, adopted  notwithstanding  the  fact  that  Congress  had  de- 
clared it  to  be  in  the  interest  of  the  public  to  foster  transporta- 
tion by  water,  that  declaration  of  policy  being  embodied  in  the 
Panama  Canal  act  and  in  the  laws  appropriating  hundreds  of 
millions  for  river  and  harbor  improvements. 

An  agreement  of  that  kind  could  not  be  enforced  in  a  court, 
so  that,  if  it  was  made,  the  carriers  would  have  no  assurance 
of  its  being  carried  out,  other  than  the  reputation  of  those  enter- 
ing it  for  keeping  their  engagements,  even  if  not  enforceable 
at  law.  It  would  not  be  binding  on  the  railroads  or  on  the 
Interstate  Commerce  Commission,  so  that  in  the  end  it  would 
be  a  mere  understanding,  presumably  between  gentlemen  actu- 
ated by  considerations  of  their  own  best  interests.  No  contract 
or  agreement  as  to  rates  can  stand  against  an  order  of  the 
Commission,  an  act  of  Congress,  or,  when  the  states  exercise 
the  right  to  make  rates,  against  a  state  statute  or  an  order  of 
a  state  commission. 

Secretary  Hoover's  expressions  of  regret  that  such  an  offer 
or  proposal  had  been  made  has  been  treated  by  the  association 
of  producers  and  shippers  of  high  tonnage  and  perishable  freight, 
which  has  a  publicity  bureau  in  Washington,  as  an  expression 
of  opposition.  In  a  statement  for  the  newspapers,  the  publicity 
bureau  of  that  organization  said: 

Offers  made  by  transcontinental  railroads  by  which  freight  rates 
on  California  citrus  fruits  would  be  reduced  ten  per  cent  providing  the 
fruit  shippers  refrain  from  using  the  Panama  Canal  were  opposed  to- 
day by  Secretary  of  Commerce  Hoover. 

It  is  not  certain  whether  such  an  agreement  would  be  illegal  be- 
cause of  its  effect  of  stifling  competition  between  the  railroads  and 
the  steamship  companies,  the  Secretary  declared,  although  a  condi- 
tion of  this  sort  seems  to  be  objectionable  as  opposed  to  public  policy. 


NO  CUT  ON  FRUITS  AND  VEGETABLES 

The  Traffic  World  Washington  Bureau 

There  will  be  no  general  reduction  in  rates  on  fruits  and 
vegetables  by  the  voluntary  action  of  the  carriers,  regardless  of 
the  complaints  that  have  come  to  the  Commission.  Announce- 
ment to  that  effect  was  made  by  the  Association  of  Railway 
Executives  June  22,  after  a  conference  of  the  representatives 
of  carriers  held  the  day  before.  That  conference  was  held  by 
the  carriers  at  the  suggestion  of  the  Commission.  The  latter  made 
investigations  of  its  own,  chief  of  which  was  the  conferences 
Henry  J.  Ford  and  Traffic  Director  Hardie  held  with  shippers 
in  Texas  and  in  the  Pacific  coast  and  inter-mountain  states. 
Edward  Chambers,  vice-president  of  the  Santa  Fe,  headed  the 
committee  that  met  in  Washington  to  look  over  the  complaints 
and  the  data  gathered  by  the  Commission's  representatives. 

One  of  the  factors  of  greatest  weight  in  causing  the  traffic 
i  to  reach  the  conclusion  that  a  general  reduction  was  not 

arranted,  were  the  reports  gathered  by  the  department  of  agri- 
culture, compiled  by  it  and  published  in  Secretary  Wallace's  Mar- 
ket Reporter.  From  that  the  railroad  men  took  figures  showing 

icreased  loadings  of  fruits  and  vegetables,  and  the  receipt  of 
Tairly  remunerative  prices  by  the  growers.  In  no  case  was  it 
shown,  according  to  the  statement  of  the  carriers,  that  any 

ction  of  the  country  was  suffering  from  unduly  burdensome 
SB  or  from  inadequate  facilities  or  service.    The  statement  is 
as  follows: 

"In  view  of  the  many  complaints  and  communications  re- 

Jived  by  the  Interstate  Commerce  Commission  from  the  differ- 

:  producing   sections  and   chief  marketing   centers   of   fruits 

etables  and  melons  in  the  United  States,  with  respect  to  the 

thereon,  the  Commission,  after  investigations  of  its  own 

ssted  that  a  committee   representing  the   railroads   in   the 

ct  tons  of  the  country  convene  at  Washington  at  the 

it  practicable  date  for  the  purpose  of  considering  the  situa- 


deration  was  given  to  the  complaints  and  to  the  re- 
ef actual  market  conditions  and  returns  to  the  producers. 

PH    SSSSf^  W6rf  f°Und  t0  be  merely  in  anticipation 

1    profits    and    unfavorable    markets,    but    the    actu 
figures  demonstrated  that  the  daily  and  weekly  results  were  gen- 


erally  remunerative.  Many  sections  which  had  definitely  ex- 
pected poor  results  were  shown  to  have  made  more  than  the 
usual  net  profits. 

"In  no  case  was  it  shown  that  any  section  of  the  country 
was  suffering  from  unduly  burdensome  rates  or  from  inadequate 
facilities  or  service,  but,  on  the  contrary,  the  reports  of  the 
Bureau  of  Markets,  U.  S.  Department  of  Agriculture,  which  are 
issued  daily,  as  well  as  information  in  possession  of  the  car- 
riers, show  that  fruits,  vegetables  and  melons  generally  are 
moving  currently  in  larger  quantities  than  ever  before,  and  are 
being  marketed  without  difficulty  at  fairly  remunerative  prices. 
The  following  figures  taken  from  the  June  11  issue  of  the  U.  S. 
Department  of  Agriculture  Market  Reporter  show  the  increase  in 
movement  this  year  compared  with  1920: 

Number  of  Carloads 

1921.  1920. 

Apples,     cabbage,     cantaloupes,     celery,     lettuce, 
onions,    peaches,    potatoes,    strawberries,    to- 
matoes, watermelons  and  mixed  vegetables.  .367,741         309,181 
"In  no  case  was  it  found  that  the  carriers  had  failed  to  fur- 
nish, and  at  greatly  increased  expense,  the  adequate  and  well 
maintained  service  so  valuable  and  necessary  for  this  highly  per- 
ishable traffic,  or  that  there  had  been  any  lack  of  equipment  or 
of  facilities  for  icing  and  other  protection  of  this  traffic  in  transit 
or  at  terminals  from  which  reconsignments  were  permitted  or 
disposition  made  to  the  local  markets. 

"Under  these  circumstances,  announcement  was  made  by 
the  carriers  that  the  evidence  presented,  both  as  to  the  current 
movement  and  the  movement  of  fruits,  vegetables  and  melons 
for  the  remainler  of  this  season,  did  not  justify  a  general  reduc- 
tion in  the  rates  on  this  traffic." 

The  weekly  review  of  the  fruit  and  vegetable  market,  con- 
tained in  Secretary  Wallace's  Market  Reporter,  for  the  week 
ending  June  18,  shows  a  continued  increase  in  the  car  loading 
of  fruits  and  vegetables.  Whether  the  increases  in  loading  were 
due  to  the  prevalance  of  satisfactory  prices  or  to  the  financial 
necessities  of  the  shippers  requiring  them  to  obtain  money  re- 
gardless of  the  costs  of  production,  the  market  review  did  not 
attempt  to  show. 

In  this  week's  review,  as  in  the  preceding  one,  the  larger 
part  of  the  increase  was  due  to  the  heavier  shipments  of  pota- 
toes. Cantaloupes,  potatoes,  and  new  potatoes  sold  at  lower 
prices  than  in  the  preceding  week.  That  may  be  due  to  a  natural 
tendency  in  a  market  not  artificially  controlled,  lower  prices  fol- 
lowing the  marketing  of  larger  quantities. 

The  total  shipments  of  this  season  amounted  to  389,634  cars 
compared  with  314,192  cars  up  to  the  same  time  last  season. 
These  totals  are  the  ones  shown  in  the  report  of  the  Secretary 
of  Agriculture.  They  are  not  the  totals  that  would  be  obtained 
by  adding  together  the  items  contained  in  the  tables.  There  are 
items  in  the  tables  carrying  references  to  marginal  notes.  The 
latter  declare  that  the  items  to  which  they  refer  are  not  included 
in  the  totals  for  this  or  for  the  last  season.  Figures  pertaining 
to  shipments  of  new  onions  are  carried  in  the  table,  with  a 
reference  showing  that  such  figures  were  not  carried  in  the 
totals  for  this  or  last  season.  Last  year  the  shipments  of  new 
onions  amounted  to  6,320  cars  to  June  18,  1920,  while  this  year 
the  new  onions  filled  4,861  cars.  The  shipments  of  new  onions 
last  year,  for  the  whole  season,  amounted  to  27,098. 

New  potatoes  also  constituted  items  not  covered  by  the  totals 
of  either  last  or  of  this  year.  Last  year,  up  to  this  time  the 
shipments  of  new  potatoes  amounted  to  9,234  cars,  while  up  to 
June  18  of  this  year,  the  loadings  amounted  to  12,704  cars.  The 
exact  totals  for  last  and  this  season,  to  June  18,  may  be  obtained 
by  adding  the  figures  given,  to  each  grand  total. 

The  parts  of  Secretary  Wallace's  review  of  the  market  per- 
taining to  transportation,  with  incidental  references  to  prices 
are  as  follows: 

Cantaloupes,  tomatoes  and  new  potatoes  sold  at  lower  prices  in 
the  wholesale  produce  markets  during  the  week  ending  June1  13. 
Total  shipments  of  leading  lines  increased  rapidly,  movement  gain- 
ing about  2,500  cars  to  a  rate  of  10,607  cars  .'ompared  with  8  159  the 
week  before  and  9,117  a  year  ago.  About  one-half  of  the  increase  was 
caused  by  heavier  potato  shipments  and  the  rest  by  greater  move- 
ment of  tomatoes,  cantaloupes  and  watermelons. 

Potato  shipments  increased  rapidly,  North  Carolina  shipping 
808  cars,  compared  with  423  last  week  and  the  Eastern  Shore  of 
Virginia  1,274  cars,  compared  with  630.  Movement  of  new  potatoes 
reached  3,525  cars,  which  is  about  1,300  cars  more  than  the  pre- 
ceding week  and  nearly  BOO  in  excess  of  the  rate  during  the  corre- 
sponding week  last  season. 

Tomato  shipments  were  1,218  cars,  compared  with  693  the 
previous  week  and  with  595  a  year  ago.  Movement  from  Florida  was 
lighter,  but  shipments  from  Texas  doubled,  and  Mississippi  shipped 
more  than  four  times  as  many  as  were  moved  last  week. 

California  Salmon  Tint  cantaloupes  reached  the  lowest  point  of 
the  season  at  shipping  points,  ranging  $1.40  to  $1.60  per  standard  crate 
of  45  melons,  f.  o.  b.  cash  track.  This  is  a  decline  of  65  cents  to  85 
•cents  for  the  week.  Arkansas  reports  an  increase  of  61  per  cent  and 
Delaware  32  per  cent.  Cantaloupe  shipments  from  the  Imperial 
Valley  of  California  totaled  1,835  cars  compared  with  1,010  the  pre- 
ceding week  and  1,887  a  year  ago.  The  peak  of  the  movement  last 
season  was  reached  during  the  week  ending  June  26,  when  1,893 
cars  were  shipped,  and  the  greatest  number  moved  in  one  week 
•during  the  1919  season  was  2,092  cars  in  the  week  ending  June  19. 

Georgia  peaches  were  steady  to  firm  in  eastern  cities.  Carmans 
in  6-basket  carriers  and  bushel  baskets  have  been  selling  to  jobbers 
at  various  prices,  closing  $3.50  to  $4  in  New  York  and  Boston.  $2  75 
to  $3  in  Pittsburgh,  $2.25  to  $2.75  in  Philadelphia  and  $2  to  $2.25  in 
Baltimore.  Early  Rose  ranged  mostly  $3  to  $3.50  in  New  York 
Movement  has  been  good  at  shipping  points  and  prices  steady, 
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RAILWAY  REVENUE 

The  Traffic  MVr/,/  H'm/mtuim  llnreau 

The  Commission,  June  21,  issued  a  summary  of  results  of 
operations  on  201  class  I  roads,  including?  15  switching  and 
terminal  companies,  for  April  and  the  four  months  ended  with 

il.  In  April  for  the  country  as  a  whole  the  operating  revenue 
was  $433,357,199  as  compared  with  $402,281,913  in  April,  1920; 

cnses,  $375,698,986  as  compared  with  $400,419,462  In  April, 
1920;  the  net  railway  operating  Income  was  $29,248,874  as  com- 
pared with  a  deficit  of  $23,743,666  in  April,  1920,  and  the  operat- 
ing ratio  was  86.69  as  compared  with  99.54  in  April.  1920. 

In  the  Eastern  district  in  April  the  revenue  was  $196949803 
compared  with  $170,401,466  in  April,  1920;  expenses  were  $170- 
784,860  as  compared  with  $183.199,716  in  April,  1920;  net  railway 
operating  income  was  $13,125,622  as  compared  with  a  deficit  of  $24  - 
057,800  in  April,  1920,  and  the  operating  ratio  was  86.71  as  com- 
pared with  107.51  in  April,  1920. 

In  the  Pocahontas  region  the  revenue  was  $15,388,105  as 
compared  with  $14,233,637  in  April,  1920;  expenses  were  $12- 
266,201  compared  with  $12,916,134  in  April,  1920;  net  railway 
operating  income  was  $2,331,949  compared  With  $1,380,727  In 
April,  1920.  The  operating  ratio  was  79.71  as  compared  with 
90.74  in  April,  1920. 

In  the  Southern  district  the  revenue  was  $56,768,489  as 
compared  with  $56,052,021  in  April,  1920;  expenses  were  $50,- 
099,905  as  compared  with  $01,279,826  in  April,  1920;  the  net  rail- 
way operating  income  was  $3,290,044  as  compared  with  $1,741,935 
in  April,  1920.  The  operating  ratio  was  88.25  as  compared  with 
91.49  in  April,  1920. 

In  the  Western  district  the  revenue  was  $164,250,802  as  com- 
pared with  $161,594,789  in  April,  1920;  expenses  were  $142548- 
020  as  compared  with  $153,023,786  in  April,  1920;  the  net  rail- 
way operating  income  was  $10,501,299  as  compared  with  a  de- 
ficit of  $2,808,528  in  April,  1920.  The  operating  ratio  was  86  79 
as  compared  with  94.70  in  April,  1920. 

For  the  four  months  ended  with  April  the  net  railway  operat- 
ing income  for  the  country  as  a  whole  was  $52,653,493  as  com- 
pared with  $32,751,131  in  the  corresponding  period  of  1920.  The 
operating  ratio  was  90.68  as  compared  with  92.46  in  the  first  four 
months  of  1920. 

In  the  eastern  district  the  net  railway  operating  income  was 
$10,355,063  as  compared  with  a  deficit  of  $48,631,964  in  the  1920 
period.  The  operating  ratio  was  92.77  as  compared  with  101  04 
in  the  1920  period. 

In  the  Southern  district  the  net  railway  operating  income 
was  $9,367,430  as  compared  with  $23,859.157  in  the  first  four 
months  of  1920.  The  operating  ratio  was  90.43  as  compared  with 
85.72  in  the  first  four  months  of  1920. 

In  the  Pocahontas  region  the  net  railway  operating  income 
was  $5,395,271  as  compared  with  $6,890,114  in  the  first  four 
months  of  1920.  The  operating  ratio  was  86.40  compared  with 
87.11  in  the  1920  period. 

In  the  western  district  the  net  railway  operating  income 
was  $27,535,729  as  compared  with  $50,633,824  in  the  1920  period. 
The  operating  ratio  was  88.69  as  compared  with  86.15  in  the  1920 
period. 

KANSAS  CITY  TERMINAL  NOTES  AND  BONDS 
The  Kansas  City  Terminal  Railway  Company,  by  an  order  in 
finance  docket  No.  1424,  has  been  authorized  by  the  Commission 
to  issue  and  sell  at  not  less  than  93%  per  cent  of  par  and  ac- 
crued interest,  or  to  exchange  for  maturing  notes,  $2,000,000  of 
10-year  6%  per  cent  secured  gold  notes,  and  to  pledge  as  col- 
lateral security  for  the  proposed  notes  $3,125,000  of  first  mort- 
gage 4  per  cent  gold  bonds.  The  company  has  outstanding 
$2,500,000  of  4%  per  cent  gold  notes  which  will  mature  July  1, 
1921.  The  bonds  which  will  be  put  up  as  collateral  security  for 
the  proposed  notes  have  been  pledged  as  security  for  the  ma- 
turing notes.  Arrangements  have  been  made  by  the  company 
with  the  Continental  and  Commercial  Trust  and  Savings  Bank 
and  E.  H.  Rollins  &  Sons  for  the  disposition  of  the  proposed 
notes  at  93%  per  cent  of  par  and  accrued  interest,  with  the 
understanding  that  $1,000,000  of  the  proposed  notes  will  be  held 
in  reserve  by  those  parties  for  a  short  time  to  be  used  in  ex- 
change for  maturing  notes  at  the  offering  price  of  the  new  notes 
to  the  public. 


SAN   DIEGO  &  ARIZONA   NOTES 

The  San  Diego  &  Arizona  Railway  Company  has  applied  to 
the  Commission  for  authority  to  issue  and  sell  its  promissory 
notes  to  an  amount  not  to  exceed  $1,500,000  face  value.  The 
notes  will  be  issued  for  the  purpose  of  liquidating  the  principal 
of  sundry  cash  advances  made  to  the  company  by  the  Southern 
Pacific  Company  and  the  J.  D.  and  A.  B.  Spreckels  Securities 
Company,'  which  own  all  the  stock  of  the  applicant,  with  the 
exception  of  six  qualifying  shares. 


WORKING  AGREEMENT  DEVELOPMENTS 

When  oid.  ring  th«-  so-called  national  agreements  abrogate! 
..n  No.   in.    \|,il|  14.  the  Rallroii  .  not 

int. -nil  in  Intel  ten-  with  any  agreement*  that  might   b*  In  t 
MtWMB  llif  "I'.iK  Kciur"  bn.ili.  i  hoods  and  varlouii  rail  mail 
the  effective  date  of  tho  abrogation.  July   1.     Th«  board'*  posi- 
tion nn   lliiH  point   WIIM  made  clear,  June  18.  wli.-n  It  made  clear 
an  Interpretation  to  d. •<  inlon  No.  19,  In  which  It  Bald  that  It  tlltl 
not,  "nor  could -It  tindi-i   the  provisions  of  the  Iran.-;  act. 

in,  hid,,  in  Its  dei-lHlon   No.  119  any  matter  which  wan  not  j.ro|. 
erly  before  It  as  a  dispute.     Ii.olslon  No.  119  did  not.  • 
terminate   the   existing   schedule*    or   at;rri-iiii-niM    of    tin-    train. 
engine,  and  yard  employes  In  the  service  of  th-  involved. 

Changes    In    such   schedules   or   agreements,    however.    ma> 
made  after  the  required  notice  cither  by  ».  of  the  parties 

or  by  decision  of  this  board  ait. -,  ,,,, 

and  proper  reference  in  accordance  with   th.-  provisions  of  the 
1 1 ;, importation  act  and   the  rules  of  the  board." 

Another  statement  clarifying  Its  position  In  the  matter  of 
the  proposed  agreements  was  given  out  by  the  board  on  Hit- 
same  day.  This  was  In  the  form  of  a  decision  on  a  dispute 
brought  before  the  board  by  the  Brotherhood  of  Railway  and 
Steamship  Clerks,  Freight  Handlers.  Express  and  Station  Km 
ployes,  an  independent  organization,  which  sought  an  answer 
to  the  question: 

Shall  an  agreement  covering  rules  and  working  condition*  of  th«- 
employes  of  a  carrier  be  made  directly  with  the  employe*  or  with  an 
organization  representing  the  employes? 

In  answer  to  this  question  the  board  quoted  the  language  of 
decision  No.  119  as  follows: 

The  majority  of  any  craft  or  class  of  employes  shall  have  the  right 
to  determine  what  organization  shall  represent  members  of  such  craft 
or  class.     Such  organization  shall  have  the  right  to  make  an  BK> 
ment  which  shall  apply  to  all  employes  In  such  croft  or  class. 

"It  is,  therefore,  clear,"  said  the  board,  "that  said  organiza- 
tion has  the  right  to  make  an  agreement  as  to  rules  and  working 
conditions  for  said  entire  class  of  employes  of  said  carriers,  both 
members  and  non-members  of  said  organization,  and  it  Is  proper 
that  the  caption  (of  the  agreement)  be  so  drawn  as  to  show 
for  whom  and  by  whom  the  agreement  is  made,  and  the  Labor 
Board  so  directs." 

Inquiry  at  the  Labor  Boardv  June  24,  revealed  the  fact  that 
little  progress  has  as  yet  been  made  in  the  adoption  by  carriers 
and  their  employes  of  rules  and  regulations  to  take  the  place  of 
the  so-called  national  agreements  which,  according  to  the  board's 
decision  No.  119  of  April  14,  are  to  go  into  the  discard  July  1. 
Although  less  than  a  week  remains,  only  a  few  cases  on  which 
agreements  have  been  reached  have  been  brought  before  the 
board  for  approval. 

From  this  it  is  supposed  that  in  the  vast  majority  of  cases 
complete  agreement  as  to  rules  and  regulations  will  not  be 
reached  and  it  is  expected  that  in  a  considerable  number  not 
even  partial  agreement  will  be  reached  before  the  date  set.  It 
was  stated  at  the  board  offices  that  the  number  of  disagreements 
filed  is  almost  as  great  as  the  number  of  agreements. 

The  board  has  organized  a  clerical  force  to  tabulate  the 
results  of  the  negotiations  on  the  various  roads  so  that  the 
matter  may  be  handled  with  the  utmost  expediency.  Even  so, 
however,  board  members  look  for  several  weeks  of  work  in 
straightening  out  rules  for  individual  application.  Not  much 
trouble  is  expected  with  those  rules  which  are  capable  of  being 
generally  applied. 

The  new  rules  will  go  into  effect  on  July  1  on  those  roads 
on  which  agreements  have  been  reached.  What  course  Is  to 
be  followed  on  the  others  has  not  yet  been  determined.  Some 
sort  of  regulations  must  operate  between  that  date  and  such  time 
as  the  board  arrives  at  a  decision  on  each  Individual  road.  These 
decisions  will,  however,  according  to  Decision  No.  119,  be  made 
retroactive  from  July  1. 

No  further  hearings  of  any  sort  will  be  held.  If  the  board's 
present  plans  are  carried  out.  It  is  believed  that  enough  evi- 
dence and  data  were  collected  in  the  three  months  preceding 
the  decision  to  abrogate  the  national  agreements,  to  give  the 
hoard  all  the  information  necessary  to  handle  the  matter  to  a 
close. 

Pending  the  arrival  July  1,  the  board  Is  clearing  the  decks 
of  other  work.  Amendments  to  decision  No.  147,  which  granted 
wage  cuts  on  a  large  number  of  railroads,  are  expected  within 
a  week,  covering  requests  for  similar  cuts  made  by  the  Amer- 
ican Railway  Express  Company  and  most  of  the  roads  which 
were  not  included  in  that  decision.  It  is  generally  expected  that 
the  measure  of  the  wage  reduction  will  be  the  same  as  allowed 
in  the  original  case.  All  reductions  arc  to  take  effect  on  July  1. 


EXPRESS  CO.  WAGE  REDUCTION 

Hearing  on  the  proposal  of  the  American  Express  Com- 
pany to  reduce  the  wages  of  Its  employes  by  20  per  cent,  so 
bringing  them  back  to  the  level  which  prevailed  before  tho  in- 
creases of  last  July,  was  held  before  the  Labor  Board  In  Chi- 
cago.  June  17. 

The  company's  presentation  followed   in  plan  that  offered 
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•  the  railroads  at  their  hearings  on  the  same  general  P«>posi- 
Uon    figures  and  testimony  being  introduced   to  show   the   fall 
it  of  living  and  the  wages  of  similarily  occupied  labor 
n  the  terror"  served  by  the  company.     L.  R.  Gwyn,   chair- 
man of  the  board  of  wages  of  the  American  Express  Company, 

T?  BUSES**-  the  Express  Clerks'  Union,  in 
addition  to  presenting  evidence  calculated  to  minimize  the  as- 
aertloM  of  the  express  company,  made  the  statemen  that  the 
hazards  of  express  employment  are  such  as  to  warrant  a  higher 
wage  for  employes  in  that  service  than  for  others  employed  in 
sinfuar  capacities  with  other  firms.  He  pointed  to  the  fact  that 
express  employes  are  required  to  carry  firearms  and  that  the 
^are  rule  regarding  closed  car  doors  subjects  them  to  disease  as 
added  reasons  why  the  board  should  refuse  a  pay  cut. 

PULLMAN~PAY  CUT  DENIED 

Further  definition  of  the  right  of  the  organized  majority 
to  represent  the  minority  in  any  dispute  between  a  carrier  and 
its  employes  was  made  by  the  Labor  Board,  June  21,  in  a  d< 
cision  on  the  complaint  of  the  employes  of  the  Pullman  Com- 
pany who  alleged  that  that  company  had  issued  notice  of  a 
wage  cut.  similar  to  that  awarded  by  the  board  to  the  railroads, 
to  take  effect  July  1. 

The  contention  of  the  leaders  of  the  shop  crafts,  which  are 
affiliated  with  the  American  Federation  of  Labor,  was  that  the 
Pullman  Company  had  ordered  the  wage  cut  after  mass  meet- 
ings at  which  6,000  of  the  10,000  employes  were  present,  and 
at  which  only  about  2,000  voted  to  accept  the  cuts.  The  Labor 
Board  points  out  that  these  mass  meetings  were  not  properly 
conferences  because  the  officials  who  conducted  them  were  not 
empowered  to  negotiate  with  the  employes  in  the  event  of  non- 
acceptance  of  the  proposed  cut,  and  because  the  duly  elected  heads 
of  the  shop  crafts,  which,  according  to  the  board,  constitute  the 
majority  of  the  organized  workers,  were  ignored.  The  Pullman 
Company  objected  to  negotiations  with  the  heads  of  the  unions 
because,  it  was  contended,  many  of  the  employes  are  unor- 
ganized, while  another  large  group  consisted  of  members  of  a 
co-operative  employes'  representation  plan  which  was  not  affi- 
liated with  any  labor  union. 

"The  letter  and  the  spirit  of  section  301  of  the  transporta- 
tion act  have  not  been  complied  with  until  the  carrier  shall 
have  met  in  conference  or  endeavored  to  meet  in  conference 
the  duly  designated  representatives  of  the  employes  directly  in- 
terested in  the  dispute,"  said  the  decision.  "The  majority  of 
said  employes  shall  have  the  right  to  select  their  said  representa- 
tives as  provided  in  decision  No.  119." 


PENNSYLVANIA  LOCOMOTIVE  REPAIRS 

The  Traffic  World  Washington  Bureau 

Arguments  as  to  the  significance  of  the  facts  thus  far  gath- 
ered by  the  investigators  appointed  by  the  Commission  to  in- 
quire into  the  charges  of  labor  unions  that  the  Pennsylvania 
last  fall  had  200  of  its  locomotives  repaired  in  the  Baldwin  shops, 
as  part  of  a  conspiracy  to  break  up  labor  unions  and  force  the 
abrogation  of  the  national  agreements  with  shop  craft  unions, 
were  made  before  the  Commission  June  20.  Commissioners  Mc- 
Chord  and  Potter  asked  the  employes  of  the  Commission  ques- 
tions about  the  way  in  which  they  had  done  their  work,  which 
gave  the  impression  that  the  commissioners  were  not  satisfied 
with  the  record  that  the  investigators  had  made.  Not  a  word 
of  testimony  was  in  the  record,  either  in  support  or  denial  of 
the  charge  of  the  labor  leaders  that  the  Pennsylvania  was  in  a 
conspiracy  of  bankers  and  railroad  companies  of  some  kind,  or 
that  the  Pennsylvania  had  acted  for  ulterior  reasons,  as  alleged 
by  the  labor  organizations. 

M.  C.  List  argued  the  case  for  the  Commission,  R.  B.  Gregg 
for  the  labor  unions,  and  Henry  Wolf  Bikle  for  the  railroad 
company.  The  attorney  for  the  Commission  devoted  himself 
largely  to  an  implied  charge  that  the  Pennsylvania  had  paid 
$3,173,000  more  for  repairs  to  the  200  locomotives  than  if  it  had 
done  the  work  in  its  own  shops,  and  that  there  was  no  justifica- 
tion for  placing  the  outside  contract  because  the  company  had 
enough  shop  capacity  to  handle  the  work  itself.  He  argued  that 
the  Pennsylvania's  capacity  for  that  kind  of  work  was  better  at 
the  time  the  contract  was  given  out  than  it  was  a  year  before. 
He  said  J.  T.  Wallis,  superintendent  of  motive  power  of  the 
Pennsylvania,  just  before  the  end  of  federal  control,  had  told 
the  Railroad  Administration  that  it  was  not  necessary  to  send 
any  of  the  Pennsylvania  locomotives  to  the  shops  of  other  rail- 
roads for  repairs. 

Commissioner  Potter  asked  List  if  he  had  taken  a  partisan 
attitude  in  making  the  investigation.  Mr.  List  said  he  had  not, 
but  admitted  that  perhaps  his  twelve  or  fourteen  years  of  work 
of  prosecution  for  the  Commission  had  led  him  to  adopt  the 
attitude  of  a  prosecutor  toward  witnesses  he  considered  evasive. 

Mr.  Bikle,  for  the  company,  admitted  that  the  cost  figures 
were  fairly  accurate,  but  said  the  question  of  cost  was  of  minor 
importance  because  the  important  necessity  was  of  getting  loco- 
motives to  do  the  work  for  which  shippers  were  making  de- 


mands He  said  that  every  locomotive  repaired  was  able  to  earn 
much  more  than  the  cost  of  making  the  repairs.  The  contract, 
he  said,  was  not  an  extravagance,  but  resulted  in  real  economy. 
With  regard  to  the  charge  of  the  labor  leaders  that  men  were 
"laid  off"  by  the  Pennsylvania  while  work  was  being  done  on  the 
outside,  he  remarked  that  the  men  who  were  laid  off  were  not 
those  who  could  have  worked  on  the  kind  of  repairs  done  in  the 
Baldwin  shops.  Some  had  been  engaged  on  running  repairs  to 
locomotives  in  July,  August,  September  and  October.  The  re- 
pairs made  in  the  Baldwin  works  were  classified  repairs  of  a 
heavier  character  than  could  have  been  made  in  the  shops  devot- 
ed to  running  repairs.  The  heavy  lay-offs  were  made  in  Novem- 
ber, December  and  January  when  the  depression  in  business  be- 
gan having  an  effect.  The  labor  leaders,  he  said,  asked  for  a  com- 
plete list  of  men  laid  off,  but  after  it  was  furnished  they  would 
not  put  it  into  the  record.  Bikle  said  he  himself  had  put  it  into 
the  record,  so  that  the  Commission  might  analyze  it  and  know 
that  the  men  laid  off  were  not  the  kind  needed  for  classified 
repairs. 

Commissioner  Potter  asked  Mr.  Gregg  about  a  statement 
made  in  the  labor  organization  publicity  reflecting  on  the  man- 
agement of  the  Pennsylvania  during  federal  control.  Mr.  Gregg 
said  his  theory  was  that  the  Pennsylvania  management,  delib- 
erately, had  held  down  production  and  output  by  delaying  men 
and  withholding  materials  and  tools. 

"Why  was  net  testimony  to  that  effect  put  into  the  record?" 
asked  McChord.  Mr.  Gregg  said  the  information  was  received 
from  Pennsylvania  employes  and  he  was  unwilling  to  run  the 
risk  of  having  them  dismissed.  McChord  thought  it  strange 
that  Gregg  had  not  been  able  to  get  one  man  out  of  48,000  to 
testify  and  rely  on  the  Commission  to  see  that  he  was  not  dis- 
missed for  testifying. 

Mr.  Potter  asked  if  it  had  been  shown  that  the  Baldwin 
works  had  made  a  greater  profit  on  the  Pennsylvania's  work  than 
on  other  work.  Gregg  said  he  had  no  information  as  to  profits. 
He  added  that  the  examiner  had  excluded  testimony  as  to  profits 
from  the  record.  That  drew  attention  to  the  Commission's  own 
employes.  Mr.  List  said  he  had  heard  that  the  Baldwin  had 
not  made  any  money  at  first  but  that  later  it  had  made  some. 
McChord  asked  him  where  he  got  that  information  and  List  said 
from  inspectors  or  employes  of  the  Commission.  They  were 
present  at  the  argument  and  Mr.  List  questioned  them. 

Mr.  Potter  asked  Mr.  Gregg  if,  in  view  of  the  fact  that  the 
record  contained  no  testimony  about  a  conspiracy,  the  Commis- 
sion ought  to  assume  there  was  one.  Mr.  Gregg  answered  that 
in  this  case  he  thought  it  could  assume  there  was  a  conspiracy, 
although  no  effort  was  made  to  prove  one,  either  by  direct  or 
circumstantial  evidence. 


STATISTICS  AS  TO  EMPLOYES 

The  Traffic  World  Washington  Bureau 

Total  compensation  paid  to  employes  of  class  I  roads  and 
switching  and  terminal  companies  in  the  first  quarter  of  1921 
amounted  to  $757,325,356,  as  compared  with  $795,616,330  in  the 
first  quarter  of  1920,  a  decrease  of  $38,290,974,  or  4.81  per  cent, 
according  to  a  summary  of  employes,  service  and  compensation 
issued  by  the  bureau  of  statistics  of  the  Commission,  June  22. 

The  summary  showed  that  the  average  number  of  employes 
in  the  first  quarter  of  1921  was  1,691,471,  as  compared  with 
1,993,524  in  the  first  quarter  of  1920,  a  decrease  of  302,053,  or 
15.15  per  cent. 

In  January,  1921,  the  average  number  of  employes  was 
1,804,822,  as  compared  with  2,000,105  in  January,  1920,  a  de- 
crease of  195,283,  or  9.76  per  cent. 

In  February,  1921,  the  average  number  of  employes  was 
1,676,543,  as  compared  with  1,970,525  in  February,  1920,  a  de- 
crease of  293,982,  or  14.92  per  cent. 

In  March,  1921,  the  average  number  of  employes  was  1,593,- 
068,  as  compared  with  2,009,948  in  March,  1920,  a  decrease  of 
416,880,  or  20.74  per  cent. 


PARCEL  POST  TO  SPAIN 

In  The  Traffic  World  of  February  19,  1921,  page  408,  there 
was  an  article  to  the  effect  that,  according  to  a  cablegram  from 
Commercial  Attache  C.  H.  Cunningham,  Madrid,  under  date  of 
February  11,  orders  had  been  issued  authorizing  the  admission 
of  parcel  post  packages  in  Spain  up  to  10  kilos  (22  pounds)  each, 
provided  that  total  shipments  from  one  consignor  to  one  con- 
signee by  the  same  boat  did  not  amount  to  more  than  25  kilos 
(55  pounds).  The  weight  limit  had  been  5  kilos  (11  pounds) 
until  this  order  was  issued,  it  was  stated. 

It  has  developed  that  an  error  was  made  by  the  Department 
of  Commerce  in  giving  out  Cunningham's  cable.  The  cable  was 
published  in  "Commerce  Reports"  of  February  15  and  corrected 
in  "Commerce  Reports"  of  March  30.  The  correction  was  made 
by  means  of  a  small  type  footnote  to  the  message,  as  published 
on  March  30,  the  correction  being  that  the  weight  limit  on  pack- 
ages "passing  through  Spain,"  not  having  destination,  in  Spain, 
had  been  increased  to  10  kilos,  or  221  pounds.  No  change  has 
been  made  in  packages  having  destinations  in  Spain. 
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Personal  Notes 


Phil  Schorr  has  been  appointed  division  freight  agent  for 
Hit-  Wabash  Hallway  at  Des  Moines,  succeeding  L.  E  Clarahan. 
who  has  been  promoted  to  a  similar  position  at  Omaha. 

John  B.  Hinkson  has  been  appointed  traveling  passenger 
agent  for  the  Northern  Pacific  at  Chicago. 

A.  L.  Preston  has  been  appointed  general  agent  In  the 
freight  department  of  the  Canadian  Pacific,  Minneapolis,  St.  Paul 
&  Sault  Ste.  Marie,  Duluth,  South  Shore  &  Atlantic,  and  the 
Spokane  International  at  New  York. 

D.  P.  Skinner  has  been  appointed  western  dairy  agent  for 
the  Merchants  Despatch  Dairy  Line  at  Chicago,  to  succeed 
George  B.  Horr,  who  died.  Mr.  Skinner  is  succeeded  as  dairy 
agent  for  the  same  line  at  Chicago  by  W.  W.  Morfa. 

G.  H.  Miller  has  resigned  as  claim  agent  for  the  Produce 
Reporter  Company,  Chicago,  and  will  shortly  open  an  office  of 
his  own. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  annual  outing  of  the  Miami  Valley  Traffic  Club  was  held 
at  the  Hills  and  Dales  Community  Country  Club,  Dayton,  Ohio, 
June  23.  The  day  was  featured  by  a  golf  tournament  and  a  base- 
ball game  between  the  shippers  and  the  carriers. 


The  summer  meeting  of  the  Traffic  Club  of  Kansas  City 
was  held  at  the  City  Club,  June  24.  Samuel  R.  McKelvle,  gov- 
ernor of  Nebraska,  spoke  on  "Back  to  First  Principles,"  and 
Samuel  Knighton  spoke  on  "Co-operation  Between  Shipper  and 
Carrier." 


The  University  of  California  Traffic  Association  held  a  ban- 
quet on  June  15.  The  program  and  menu  for  the  evening  was 
printed  as  a  tariff  in  conformity  with  Interstate  Commerce  Com- 
mission rules. 


The  Traffic  Club  of  Houston  held  a  luncheon  at  the  Bender 
Hotel,  June  21.  There  were  several  speakers  and  the  members 
were  entertained  with  musical  numbers  and  dances. 


The  annual  outing  of  the  Traffic  Club  of  the  Cincinnati 
Chamber  of  Commerce  will  take  place  June  27  at  the  Hyde  Park 
Country  Club.  Among  the  entertainment  features  will  be  a 
bowling  match. 


The  members  of  the  Traffic  Club  of  Chicago  made  an  inspec- 
tion tour  of  the  Chicago  district  terminals  June  24.  Luncheon 
was  served  on  the  train. 


The  Marion  Traffic  Club  held  its  monthly  meeting  at  the 
Chamber  of  Commerce,  June  9.  The  speakers  were  G.  C.  Man- 
ning, general  freight  agent  for  the  Erie  Railway,  and  H.  D. 
Rhodehouse,  traffic  manager  for  the  Youngstown  Chamber  of 
Commerce,  speaking  jointly  on  "Traffic  Clubs  and  Their  Purpose." 


The  Transportation  Club  of  Detroit  will  hold  its  annual  ex- 
cursion June  27  on  the  Ashley  &  Dustin  Line  steamer  "Put-in- 
Bay."  A  trip  will  be  made  to  Put-in-Bay. 


The  members  of  the  York  Traffic  Club  of  York,  Pa.,  will  be 
the  guests  of  the  Foreign  Trade  Club  on  a  trip  to  Baltimore  to 
attend  the  Marine  Exhibition  July  16.  The  party  plans  to  leave 
York  at  9:30  a.  m.,  lunch  on  the  Canton  Pier  at  Baltimore,  attend 
yacht  races  and  indulge  in  a  boat  trip  around  the  harbor  in  the 
afternoon,  and  attend  the  Marine  Exhibition  in  the  evening. 
More  than  500  persons  are  expected  to  make  the  trip.  The 
Marine  Exposition  will  be  held  in  Baltimore,  July  11  to  16.  and 
will  be  conducted  by  the  Export  and  Import  Board  of  Trade  of 
Baltimore,  under  the  auspices  of  the  National  Marine  League  of 
the  U.  S.  A.  In  the  June  11  issue  of  The  Traffic  World,  the  June 
9  meeting  of  the  York  Traffic  Club.  York,  Pa.,  was  erroneously 
reported  as  being  a  meeting  of  the  New  York  Traffic  Club. 


Over  200  members  were  present  at  the  opening  dinner  of  the 
reorganized  Dallas  Traffic  Club  at  the  Jefferson  Hotel,  June  15. 
With  the  exception  of  Albert  L.  Reed,  the  president  of  the  club, 
G.  S.  Maxwell,  traffic  director  of  the  Dallas  Chamber  of  Com- 
merce, and  I.  S.  McConnell,  president  of  the  Fort  Worth  Traffic 
Club,  all  the  speakers  were  railway  men,  and  included  G.  S.  Waid, 
vice-president  and  general  manager  of  the  Southern  Pacific  Lines, 
Houston;  S.  G.  Reed,  assistant  general  freight  agent  of  the  South- 
ern Pacific,  Houston;  George  T.  Atkins,  freight  traffic  manager 
of  the  Missouri,  Kansas  &  Texas  Lines,  St.  Louis;  J.  H.  Talli- 
chet  of  the  general  attorney's  office  of  the  Southern  Pacific, 
Houston;  Murrell  L.  Buckner,  vice-president  and  general  manager 
of  the  Union  Terminal  Company.  Dallas.  Commenting  on  the 
present  level  of  freight  rates,  Mr.  Maxwell  said:  "Railroad 
freight  rates  will  not  go  back  to  the  levels  of  pre-war  days.  In 
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WISCONSIN   TRAFFIC   LEAGUE    MEETING 
The   Wisconsin   Traffic  League  June    17   held   a   meeting  at 
the  Wisconsin    Hotel.   Milwaukee.     The  various  sections  of  the 
state  were  very  well   represented.     The   following  officers   v. 
elected:  President.  O.  A.  Kroos.  from  the  Kohler  Company,  KohU-rT 
WIs.;   vice-president,  W.  W.  West,  traffic  manager    of    the   I,, 
Crosse  Chamber  of  Commerce,  La  Crosse,  Wla.;  secretary  and 
treasurer,  A.  Murawsky.  traffic  manager  of  the  National  Enam- 
eling &  Stamping  Company,  Inc.,  Milwaukee.    Various  subj> 
of  Interest  to  the  shippers  of  the  state  were  discussed,  and  the 
idea  was  brought  forward  to  engage  the  services  of  a  traffic 
bureau   to  bulletin  the  members  on   current  traffic  regulations 
affecting  the  state.    The  subject  was  referred  to  the  executive 
committee. 


EXPRESS  CLAIMS  REDUCED 

Progress  made  by  the  American  Railway  Express  Company 
in  reducing  loss  and  damage  claims  by  means  of  its  "Right  Way 
Plan"  has  far  exceeded  expectations  according  to  Its  national 
claim  committee,  which  met  in  Chicago,  June  23.  The  goal 
originally  set  was  a  reduction  of  60  per  cent  in  1921  in  the  num- 
ber of  packages  resulting  in  claims.  In  May,  1920,  this  num- 
ber was  150,356,  and  in  May  of  this  year  it  had  been  reduced 
to  58,432,  or  61.1  per  cent.  In  view  of  this  fact  the  committee 
decided  to  raise  its  goal  to  70  per  cent. 

Another  gratifying  fact  brought  out  at  this  meeting  was 
the  fact  that  claims  resulting  from  poorly  marked  or  unmarked 
packages  have  been  reduced  from  33,000  per  month  at  the  time 
of  the  express  company  consolidation  to  2,000  per  month  at  the 
present  time.  Unpaid  claims  amount  to  only  1-8  the  number  at 
the  present  time  as  at  the  time  of  consolidation. 

Most  of  these  results,  according  to  E.  H.  Stevens,  superin- 
tendent of  claims  for  the  central  region,  were  made  possible 
through  the  co-operation  of  the  shippers.  Consideration  to  bet- 
ter methods  of  packing  eggs  for  shipment  was  given  by  the 
committee,  in  an  effort  to  reduce  the  large  number  of  claims 
resulting  from  that  class  of  shipments. 

The  committee  also  plans  a  national  "Perfect  Package 
Week,"  results  of  a  plan  of  that  sort  at  Saint  Paul  the  week  of 
June  6  to  11  being  so  gratifying  as  to  cause  the  committee  to 
endeavor  to  put  it  into  effect  the  country  over. 

J.  H.  Butler,  manager  of  loss  and  damage  at  New  York,  Is 
chairman  of  the  committee.  Other  members  besides  Mr.  Stevens 
are:  H.  M.  James,  superintendent  of  claims,  Eastern  Region; 
W.  G.  Boles,  superintendent  of  claims.  Southwestern  Region:  ('. 
Sadler,  superintendent  of  claims,  Southern  Re?ion;  W.  E.  Car- 
penter, superintendent  of  claims,  Western  Region:  L.  K.  Foster, 
general  claim  auditor,  and  Stanley  Todd,  educational  director. 

COMPLAINTS  FOR  REPARATION 
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The  Supreme  Court  of  the  District  of  Columbia.  In  Pittsburgh 
&  West  Virginia  vs.  Interstate  Commerce  Commission.  Jun« 
held  that  section  206  (f)  is  constitutional  and  that  the  Commis- 
sion had  properly  construed  It.  Therefore,  it  dismissed  the  ap- 
plication of  the  carrier  for  an  injunction  forbidding  the  Com- 
mission to  proceed  with  a  complaint  against  the  railroad  In 
which  the  complainant  is  asking  for  reparation  on  shipments  that 
moved  more  than  two  years  prior  to  the  date  of  the  filing  of  the 
complaint. 

The  section  mentioned  directs  the  Commission  to  disregard 
the  period  of  federal  control  In  computing  the  time  during  which 
a  complaint  asking  for  reparation  may  be  filed.  The  contention 
of  the  railroad  company  was  that  Congress  had  not  the  power  to 
increase  the  liability  of  the  carrier  to  make  reparation  on  ac- 
count of  violations  of  the  act  to  regulate  commerce.  In  which  the 
rtime  was  fixed  at  two  years.  In  the  transportation  act  Congress 
said  that  the  period  of  federal  control  should  not  be  counted, 
the  theory  being  that  inasmuch  as  the  railroad  property  was  in 
the  hands  of  the  government,  the  time  for  filing  suits  against  the 
corporations  should  not  run  against  those  alleging  violations  of 
the  old  law. 

An  appeal  will  be  taken  to  the  court  of  anneals.  Judge 
Hoehling  disposed  of  the  case  In  an  oral  opinion  from  the  bench. 
in  which  he  discussed  the  subject  only  slightly. 


I  OAN    TO    WICHITA    NORTHWESTERN    RY 
The  Commission  has   approved   a  loan  of  $381,750   to  the 
Wichita  Northwestern   Railway  Company  to  aid  the  carrier  In 
meeting  maturing  indebtedness   and   for  additions  and   better- 
ments. 


1364 


THE    TRAFFIC    WORLD 


Vol.  XXVII,  No.  26 


SHIPPING  OF  DANGEROUS  ARTICLES 

The  Traffic  World  Washington  Bureau 

M  informal  conferences  June  21  and  the  following  day  and 
a  short  formal  hearing  June  22,  before  Examiner  F.  E  Brown 
shippers  of  dangerous  articles  other  than  explosives  settled  most 
of  the  Issues  between  themselves  and  the  bureau  of  explosives 
of  the  American  Railway  Association  raised  by  a  proposed  revi- 
sion of  the  regulations  to  govern  the  transportation  by  freight 
and  express  of  dangerous  articles  other  than  explosives. 

It  was  agreed  by  representatives  of  the  chemical  industry, 

W   J    Liipfert  of  the  General  Chemical  Company  and  M.  Crass 

for  the  Orasselli  Chemical  Company,  that  some  of  the  carboys 

.now  in  use  in  shipping  acids  should  not  hereafter  be  used  in 

shipping  nitric  acid. 

A  short  time  ago  it  was  discovered  that  the  test  used  : 
determining  whether  the  carboys  and  their  containers  used  in 
shipping  acids  was  not  reliable  and  that  as  a  matter  of  fact 
the  carboys  and  their  containers  would  not  stand  the  shocks 
they  were  supposed  to  withstand.  Messrs.  Liipfert  and  Crass 
said  that  five  years  should  be  allowed  the  owners  of  the  too 
small  containers  to  replace  them  with  boxes  large  enough  to  ad- 
mit the  thicker  hay  packing.  The  General  Chemical  Company,  it 
was  smid,  has  $500,000  worth  of  the  boxes  and  that  in  the  ordinary 
course  of  business  they  would  not  be  replaced  in  twenty-five 
years  Messrs.  Liipfert  and  Crass  said  that  the  companies  they 
represented  could  stand  the  financial  loss  the  discovery  -would 
entail  if  spread  over  five  years.  They  agreed  with  Col.  Beverly 
\V  Dunn,  chief  of  the  bureau  of  explosives,  that  the  condemned 
carboys  and  boxes  should  not  be  used  in  shipping  nitric  acid. 

Speaking  for  the  petroleum  industry,  M.  J.  Gormly,  head  of 
the  transportation  section  of  the  American  Petroleum  Institute, 
asked  that  a  test  for  calculating  the  outage  that  should  be  al- 
lowed in  tank  cars  carrying  gasoline  should  not  be  incorporated 
in  the  rules  until  the  petroleum  institute  had  completed  its  ex- 
periments providing  a  suitable  test  for  calculating  the  vapor 
tension  under  different  temperatures.  He  said  the  question  of 
outage,  or  space  to  be  left  vacant  in  a  tank  car  so  as  to  assure 
safe  transportation  of  gasoline,  is  so  intimately  related  to  the 
question  of  vapor  tension  that  the  two  things  should  go  together. 

At  present  the  table  to  be  used  in  calculating  outage  is  mere- 
ly advisory.  Gormly  said  the  man  at  the  loading  rack  cannot  use 
it  and  so  little  is  known  on  the  subject  that  no  one  can  say 
whether  the  space  to  be  left  vacant  really  assures  adequate  pro- 
vision for  safety  or  whether  the  outage  is  grossly  wasteful. 

Inasmuch  as  the  search  for  an  adequate  vapor  tension  test 
cannot  be  completed  before  the  passage  of  one  or  two  winter 
months,  he  suggested  that  the  table  be  left  as  advisory  and  not 
obligatory.  Colonel  Dunn  said  that  that  would  be  a  step  back- 
ward. He  suggested  that  inasmuch  as  the  Commission  has  power 
to  change  a  rule  on  short  notice,  no  harm  could  be  done  by  in- 
cluding the  table  for  calculating  outage  in  the  rule  instead  of 
leaving  it  stand  as  an  advisory  footnote. 

SEASONAL  COAL"  RATES 

The  Traffic  World  Washington  Bureau 

Immediate  passage  of  the  seasonal  coal  rate  bill  was  urged 
In  the  Senate,  June  20,  by  Senator  Frelinghuysen.  He  said 
seasonal  reductions  in  rates  would  stimulate  the  movement  of 
coal.  Freight  rates  are  sky  high,  he  declared,  and  unless  some- 
thing is  done  to  stimulate  buying,  panic  prices  may  follow  with 
overtaxed  transportation  facilities.  The  bill  was  to  be  taken 
up  again  June  21  along  with  the  Frelinghuysen  coal  stabiliza- 
tion bill. 

The  Frelinghuysen  seasonal  coal  rate  bill  was  not  taken  up 
in  the  Senate  June  21,  as  had  been  planned,  because  of  debate 
on  the  Irish  question,  but  consideration  of  it  and  the  Frelinghuy- 
sen coal  stabilization  bill  was  resumed  June  22,  on  which  date 
Senator  Frelinghuysen  spoke  at  length  on  the  coal  situation. 

The  senator  explained  that  the  rate  bill  provided  for  amend- 
ment of  the  interstate  commerce  act,  so  that  the  Commission 
would  have  the  power  to  make  reductions  in  rates  on  coal  dur- 
ing the  summer  months  and  corresponding  increases  during  the 
winter  months,  on  its  own  initiative  or  after  a  hearing,  as  a 
means  of  inducing  production  and  distribution  of  coal  when  the 
mines,  labor  and  cars  are  idle.  He  said  the  -bill  had  the 
approval  of  the  Commission. 

Senator  Frelinghuysen  resumed  discussion  of  the  seasonal 
coal  rate  bill  in  the  Senate  June  23.  He  had  hung  up  on  the 
walls  of  the  chamber  many  charts  showing  the  production  and 
distribution  of  coal  in  different  periods  throughout  the  year. 
The  senator  submitted  a  great  deal  of  data  about  the  coal  in- 
dustry in  general.  He  also  submitted  numerous  letters  he  had 
received  in  1920,  when  the  hearings  on  the  seasonal  coal  rate  bill 
were  held,  favoring  such  legislation. 

The  American  Wholesale  Coal  Association  and  the  National 
Coal  Association  have  waged  a  campaign  of  opposition  to  the 
coal  stabilization  bill  on  the  ground  that  enactment  thereof 
would  constitute  an  unjust  encroachment  by  the  government 
on  private  enterprise.  Under  the  bill  the  Secretary  of  Com- 
merce would  have  the  authority  to  procure  facts  as  to  produc- 


tion distribution  and  transportation  of  coal,  and  to  make  a 
complete  study  of  the  storage  of  coal,  statutory  zoning,  and  the 
advisability  of  a  central  purchasing  agency  for  government  coal. 

La  Follette  Proposes  Amendments 

Senator  La  Follette,  June  23,  offered  amendments  to  the 
bill  to  eliminate  from  the  transportation  act  the  provisions  direct- 
ing the  Commission  to  prescribe  a  level  of  rates  to  yield  a  net 
return  of  5%  or  6  per  cent,  and  to  take  from  the  Commission 
the  authority  to  prescribe  intrastate  rates.  The  amendments 
would  also  reserve  to  the  states  regulatory  control  over  car 
service.  La  Follette,  Capper  and  several  other  senators  who  have 
attacked  the  transportation  act,  will  make  an  effort  to  put 
through  the  amendments  as  part  of  the  coal  measure.  In  view 
of  the  fact  that  the  proposed  amendments  have  not  been  con- 
sidered by  the  interstate  commerce  committee,  however,  their 
passage  is  not  regarded  as  probable. 

COAL  PRODUCTION  REPORT 
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"Production  of  soft  coal  remains  practically  stationary  at 
around  8,000,000  tons  per  week,"  the  Geological  Survey  said  in 
its  report  under  date  of  June  18.  "Indeed  the  output  in  the 
week  ended  June  11  fell  slightly  below  the  8,000,000-ton  mark, 
for  the  total  (including  lignite)  is  estimated  at  only  7,945,000 
tons.  Compared  with  the  8,166,000  tons  produced  in  the  latest 
full-time  week  (May  23-28),  this  was  a  decrease  of  221,000  tons. 
The  week  immediately  preceding  (May  30-June  4)  had  been  in- 
terrupted by  Memorial  Day. 

"From  the  following  statement  of  cars  loaded  daily  it  will 
be  seen  that  loadings  fell  off  on  Saturday  more  sharply  than 
usual:  June  6,  26,540;  June  7,  26,983;  June  8,  26,776;  June  9, 
25,301;  June  10,  25,962;  June  11,  17,686. 

"Preliminary  reports  indicate  that  loadings  on  the  first  two 
days  of  the  week  (June  13-18)  were  26,353  and  26,425  cars,  re- 
spectively. The  total  for  the  two  days— 52,778  cars— suggests 
no  marked  change  in  the  weekly  rate  of  production. 

"The  all-rail  movement  to  New  England  increased  slightly 
during  the  second  week  in  May.  Total  shipment  through  the 
six  rail  gateways  over  the  Hudson  were  6,173  cars,  made  up  of 
3,030  cars  of  anthracite  and  3,143  cars  of  soft  coal. 

"The  exportation  of  soft  coal  from  Hampton  Roads  increased 
during  the  week  ended  June  11.  Reports  from  the  three  coal 
exchanges  at  that  port  show  that  359,585  net  tons  were  dumped 
for  export  and  123,332  net  tons  for  foreign  bunker.  The  total, 
482,917  tons,  was  an  increase  over  the  preceding  week  of  62,006 
tons.  Dumpings  for  foreign  account  were  at  a  rate  well  in 
excess  of  the  average  during  October,  1920,  when  the  foreign 
movement  was  at  its  height. 

"The  movement  of  soft  coal  from  the  lower  lake  ports  in- 
creased somewhat  during  the  week  ended  June  12.  Reports  from 
the  Ore  and  Coal  Exchange  show  that  1,033,684  tons  of  cargo 
coal  and  28,793  tons  of  vessel  fuel  were  dumped,  a  total  of  1,062,- 
477  tons  against  1,013,449  tons  in  the  week  preceding.  Cumu- 
lative dumpings  for  the  season  to  date  amount  to  6,903,274 
tons,  an  increase  over  1920  of  175  per  cent,  and  but  104,719  tons 
less  than  in  1919." 


PURCHASING  AGENCY  FOR  SHORT  LINE  ROADS 

Acting  under  authority  granted  by  the  association  at  its  re- 
cent annual  meeting,  the  American  Short  Line  Railroad  Associa-- 
tion  has  established  a  purchasing  agency  at  Washington  for 
member  roads  that  desire  to  avail  themselves  of  the  service. 
James  W.  Cain  has  been  appointed  manager  of  the  agency.  He 
formerly  was  a  member  of  the  firm  of  Cain-Smith  &  Co.,  of 
Houston,  Tex.,  consulting  engineers.  The  association  hopes  to 
promote  economies  in  the  purchase  of  equipment  and  supplies 
through  the  agency. 


MONONGAHELA   RAILWAY   BONDS 

Authority  to  issue  not  exceeding  $1,300,000  of  its  .6  per  cent 
first  and  refunding  mortgage  bonds  is  requested  by  the  Monon- 
gahela  Railway  Company  in  a  petition  filed  with  the  Commis- 
sion. The  company  proposes  to  pledge  the  bonds  for  a  loan 
of  $1,000,000  from  the  government. 


MISSOURI    PACIFIC   BONDS 

The  Missouri  Pacific  has  applied  to  the  Commission  for  au- 
thority to  issue  and  sell,  or  pledge  and  repledge.  $5,501,500  of 
its  first  and  refunding  mortgage  6  per  cent  gold  bonds.  The 
company  asks  for  an  order  permitting  the  sale  of  the  bonds,  or 
any  of  them,  at  not  less  than  90  per  cent  of  their  principal 
amount,  and  the  pledge  and  repledge  of  the  bonds  or  any  part 
of  them  at  not  less  than  75  per  cent  of  their  principal  amount 
for  notes.  The  bonds  are  now  in  the  company's  treasury,  hav- 
ing been  issued  under  date  of  February  1,  1919,  which  was  be- 
fore the  effective  date  of  the  Commission's  jurisdiction  over  the 
issuance  of  securities. 
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Questions  and  Answers 

In  thi«  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  ipectalin 
on  interstate  commerce  law,  who  li  a  member  of  our  legal  department 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  >n  a  legal  opinion,  for  instance  may  obtain  this  kind  of 
private  se-vice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated 

Address  Questions  and  Answers  Department 

Traffic  Sanrlcc  Corporation,  Colorado  Building.  Washington,  D.  C. 
-  

Routing — Carrier    Liable    for    Misrouting    in    Not    Forwarding    by 
Cheapest  Available   Route. 

Pennsylvania.— Question:  We  recently  made  a  shipment 
from  New  York  to  Montreal  which  we  routed  on  the  bill  of 
lading  via  New  York  Central  Lines,  Grand  Trunk  Railway  de- 
liM'ry.  The  minimum  rate  applies  via  New  York  Central  Lines, 
care  of  Grand  Trunk  at  Huntingdon,  Quebec.  However,  the 
New  York  Central  did  not  give  the  car  to  the  Grand  Trunk  until 
it  reached  Montreal,  with  the  result  that  we  are  now  asked  to 
pay  a  switching  charge  in  addition  to  the  freight  rate.  Advise 
if  the  routing  we  specified  does  not  entitle  us  to  the  minimum 
rate. 

Answer:  The  carrier  in  the  instant  case  is  liable  for  mis- 
route  in  handling  the  shipment  to  destination  via  route  which 
resulted  in  the  assessment  of  a  switching  charge  in  addition 
to  the  line-haul  rate,  as  the  Commission  has  held  that  where 
terminal  delivery  only  is  shown  in  a  bill  of  lading,  it  is  the  duty 
of  the  carriers  to  forward  the  shipment  to  the  destination  named 
by  the  cheapest  available  route  affording  the  desired  delivery. 
See  American  Woods  Corporation  vs.  Southern  Railway  Co.  et  al., 
40  I.  C.  C.  63;  Trexler  Lumber  Co.  vs.  Southern  Railway  Co., 
42  I.  C.  C.  719. 
Claims — Notice  to  Delivering  Line  Is  Notice  to  Delivering  Line 

Ohio. — Question:  Your  answer  to  "Ohio,"  shown  on  page 
1164  of  the  May  28  issue  of  The  Traffic  World,  has  raised  an- 
other question  as  follows: 

The  statement  made  by  you  is  that  if  suit  is  filed  against 
the  delivering  line  for  loss  occurring  prior  to  receipt  of  ship- 
ment by  such  delivering  line,  the  destination  carrier  would  not 
be  liable.  However,  you  also  state  that  under  the  Carmack 
amendment,  notice  to  one  of  several  connecting  carriers  is  notice 
to  all,  and  that  the  initial  carrier  is  liable  for  loss  or  damage 
occurring  on  its  connecting  lines.  We  will,  therefore,  presume 
that  a  claim  is  filed  against  destination  carrier,  whose  investi- 
gation discloses  the  responsibility  rests  with  an  intermediate 
line,  therefore,  the  destination  carrier  refused  claim,  after  the 
six  months'  limitation  has  expired.  Under  these  circumstances 
would  it  not  be  possible  to  file  suit  against  the  initial  line,  basing 
same  on  authority  that  the  initial  line  was  properly  notified 
(within  six  months)  by  the  filing  of  claim  against  destination 
carrier? 

Answer:  As  to  interstate  shipments,  the  courts  have  held 
that  notice  to  one  of  several  connecting  carriers  is  notice  to  all, 
under  the  Carmack  amendment,  each  being  an  agent  for  the 
other.  Overton  vs.  C.  R.  I.  &  P.  Railway,  160  S.  W.  Ill;  Gulf, 
etc.,  R.  Co.  vs.  Bogy,  178  S.  W.  577;  Olson  vs.  R.  Co.,  250  Fed. 
372.  Under  these  decisions,  suit  may  be  filed  against  the  initial 
carrier  in  the  instant  case,  the  initial  line  having,  in  law,  re- 
ceived notice  of  the  claim  by  reason  of  such  notice  having  been 
filed  with  the  destination  line  within  the  period  of  time  pre- 
scribed in  the  bill  of  lading. 

Interest  on  Loss  and  Damage  Claims 

Massachusetts. — Question:  Inasmuch  as  we  understand  in- 
terstate carriers  are  adjusting  claims  upon  the  basis  of  the 
McCaull-Dinsmore  decision  setting  measure  of  damages  collect- 
ible by  claimants,  we  recently  charged  interest  from  time  at 
which  goods  should  reasonably  have  been  delivered,  until  time 
they  were  actually  delivered.  The  carrier  interested  informs 
us  that  it  is  only  when  claimant  enters  suit  against  the  carrier, 
and  the  court  orders  interest  paid  in  awarding  damages,  that 
such  interest  is  paid  by  carriers.  We  believe  the  McCaull-Dins- 
more  decision  clearly  provides  for  the  payment  of  interest  on  the 
basis  above  mentioned,  and  therefore  do  not  understand  why  it 
should  be  necessary  to  go  to  court,  to  enforce  what  the  Supreme 
Court  has  already  approved  of,  and  what  the  carriers  are  sup- 
posed to  be  following  out  in  adjusting  claims. 

Answer:  While  it  is  true  that  in  the  McCaull-Dinsmore  case 
interest  was  allowed  by  the  court  as  an  element  of  damage, 
inasmuch  as  there  is  no  statutory  provision  which  requires  a 
carrier  to  pay  interest  on  loss  and  damage  claims,  we  know  of 
no  way  in  which  the  shipper  can  collect  interest  from  the  carrier 
in  the  settlement  of  a  claim  for  loss  or  damage  except  by  suit 
therefor. 


Claim*— Nolle*  of 

New    York. — Question:     Slilpiin Tit    forw«rd«d    from    Buffalo. 
N    V  ,  February  24.  1917.  consiirm-il  lo  jrdr-r  of  thin  company. 
Youngstown.  O.p  was  erroneously  forwarded  by  the  cart 
Akron,  O.,  and  their  billing  SIII>H<  i|ii--ntly  corrwtpd.  r<-r»rward*4 
from  Akron  to  YoungHtown,  tl.<>  IIH.IHT  destination 

Claim  waa  not  Illrd  until  February  4,  1918,  practically  on* 
year  later,  but  we  did  trace  this  shlpM.  Tin*  «>u. 

Uon  of  flllng  claim)  on  January  5,  1918,  which  wan  only  nix 
months  and  fifteen  days  after  the  carrier  Issued  correction  to 
their  billing,  which  was  i-nVctiM  June  21.  1917. 

We  believe  that  the  claime  In   the  bill  of  hiding  reading  In 
part   as  follows:    "provided  that   If   the   loss,  damage  or   Injury 
Is  due  to  delay  or  damage  by  being  loaded  or  unlo .nl. -.).  or  dam- 
aged  In   transit   by   carcltMMM   or   negligence,   then   no   : 
of  claims    or    filing  of  claims  shall  be  required  ,-IH 
pn Trili- nt    to   recover"   would    relieve   claimants     from     the     nix 
months'  statute,  and  permit  the  carrier  to  pay  same.    Will  ap- 
preciate having  you  give  ua  the  benefit  of  your  understanding 
and,  If  you  can  locate  any  court  rulings  covering,  will  appreciate 
having  you  furnish  aanie. 

Answer:  In  the  only  case  In  the  federal  courts  which  we 
are  able  to  locate,  in  which  this  provision  of  the  bill  of  lading 
has  been  construed,  It  was  held,  In  effect,  that  It  relieves  a  ship- 
per from  giving  notice  or  flllng  claim  for  damages  resulting 
from  the  carrier's  negligence,  Including  delay  In  transit,  but  that 
a  claimant  must  prove  negligence  on  the  part  of  the  carrier. 
See  Hailey  et  al.  vs.  O.  S.  L.,  253  Fed.  569. 

Liability  of  Carrier  for  Loss  and  Damage 

Florida. — Question:  We  have  a  railroad  claim  which  has 
been  refused  payment  under  the  following  circumstances:  The 
shipment  was  made  to  us  all-rail  during  the  summer  time;  the 
goods  came  in  badly  heated  condition.  We  reduced  the  claim 
to  the  very  lowest  figure,  which  made  It  very  small  for  the  rail- 
road, by  salvage  work.  They  now  refuse  payment,  claiming  the 
loss  was  due  to  an  act  of  God.  We  opposed  this,  pointing  out 
that  the  loss  was  not  occasioned  by  any  act  of  the  Creator,  but 
because  the  goods  were  a  long  time  in  transit  In  a  hot  and  un- 
ventilated  car.  Question  is,  can  we  compel  payment? 

Answer:  The  general  rule  as  to  a  common  carrier's  lia- 
bility with  reference  to  the  goods  in  his  possession  as  carrier,  is 
that  he  is  liable  for  the  loss  or  destruction  of  or  injury  to  such 
goods,  not  occasioned  by  the  act  of  God,  the  public  enemy,  the 
carelessness  or  negligence  of  the  shipper  or  the  Inherent  natum 
of  the  goods.  This  liability  extends  to  goods  unreasonably  de- 
layed in  transit,  but  the  unreasonable  delay  must  be  the  proxi- 
mate cause  of  the  loss  or  injury,  and  if  the  loss  or  injury  would 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
ind  THE  TRAFFIC  WORLD  la  the  logical  medium  for  getting  U» 
men  and  the  positions  In  touch  with  each  other.  The  rate*  for 
Masslfled  advertisement*  ar*  a*  follows:  First  Insertion.  11. M  pet 
line:  minimum  charge.  $3.00:  succeeding  Insertion*,  per  line.  50c:  II 
words  to  the  line;  number*  and  abbreviation*  counted  a*  word*: 
I  point  type;  payable  In  advance.  Answers  to  keyed  advertisement* 
forwarded  free  and  all  correspondence  held  In  strict  confidence.  Tb4 
TRAFFIC  WORLD.  418  South  Market  Street.  Chicago.  Ill 

TRAFFIC   MANAGERS  WANTED — A  national  traffic  organisation 

will  open  odices  iii  St.  t'aul.  Denver.  M.  m|ihl*.  Buffalo.  Detroit. 
Louisville,  Omaha.  State  age  and  experience.  Mr.  i;«»-lz.  401  Clinton 
Bids..  Columbus,  Ohio. 

SITUATION  WANTED — Young  American  veteran  desires  position 
as  trallic  man.  Five  years'  transit  grain  ami  general  traffic  experi- 
ence. Familiar  rates,  claims  of  all  classes.  LA  Salle  Graduate.  Age 
twenty-six:  married.  Address  "M.  W.  I...."  Traffic  World.  Chicago. 

POSITION  WANTED— Present  freight  nite  maladjustment,  com- 
I>1.  \ity  of  tariffs,  claims,  etc..  unquestionably  require  attention  thor- 
oughly experienced  traffic  man.  One  meeting  all  requirements  wlshe* 
to  make  connection  where  efforts  resulting  advantageously  to  em- 
ployer will  receive  substantial  recognition.  Specialty.  Southern  terri- 
tory. "Asset."  care  Traffic  World.  Chicago. 

POSITION  WANTED— Traffic  executive  holding  Important  rail- 
way position  qualified  as  examiner  Interstate  Commerce  Commission 
seeks  wider  field.  Address  R.  E.  E.  301.  care  Traffic  World,  Chi- 
cago. 111. 

FOR   SALE— Several  carloads  of  first-class  No.    1  oak. 
railroad   crosstles  for  Immediate  shipment.     U  K.   Pearson.   Kdwards- 

ImrK.   Mich. 


Eagle  "Mikado 


Pencil  No.174 

M.4.  in  Fit* 


Regular  Length.  7  In* 
Cwxtd.d  I.  b*  lh«  Fiti.il  P.ncil 


EAGLE  PENCIL  COMPANY,  NEW  YORK 


1366 


THE    TRAFFIC    WORLD 


Vol.  XXVII,  No.  26 


have  occurred  notwithstanding  the  goods  had  been  shipped  In 
a  reasonable  time,  the  carrier  is  not  liable. 

In  the  instant  case  you  may  not  secure  a  voluntary  settle- 
ment, but  if  suit  is  brought  and  proof  is  made  that  the  goods 
were  delivered  in  good  condition  to  the  carrier  and  received 
in  bad  condition,  the  burden  is  then  on  the  carrier  to  show  that 
the  loss  occurred  from  one  of  the  causes  referred  to  above  ex- 
cepting it  from  liability.  If,  on  the  other  hand,  the  carrier 
proves  that  the  loss  was  due  to  one  of  these  causes  and  not  to 
the  delay  in  transit,  then  no  recovery  can  be  had. 

Tax  on  Storage 

Texas.  —  Question:  Please  quote  Internal  Revenue  Depart- 
ment's latest  ruling  on  collection  of  war  tax  on  storage  charges. 
Also,  will  you  advise,  or,  rather,  explain,  if  war  tax  should  or 
should  not  be  collected  on  storage  charges  accruing  at  final 
destination,  at  which  place  delivery  is  accepted? 

Answer:  Under  the  provisions  of  article  51  of  Treasury 
Decision  3096,  amounts  paid  for  storage,  if  a  part  of  transporta- 
tion, are  subject  to  tax.  Under  this  decision  storage  by  or  in 
behalf  of  a  carrier  furnished  to  a  shipper  on  receipt  of  his  goods 
for  shipment,  or  storage  by  or  in  behalf  of  the  carrier  at  des- 
tination before  delivery  the  owner,  whether  in  transit,  ware- 
house or  otherwise,  is  a  part  of  transportation  and  subject  to  tax. 

However,  as  the  decision  further  provides  that  where  the 
consignee  has  been  notified  of  the  arrival  of  a  shipment  at  des- 
tination and  fails  to  remove  it  within  a  reasonable  time  after 
such  notification,  the  transportation  is  considered  as  having  been 
ended  after  such  a  reasonable  time,  and  charges  for  storage 
thereafter  are  not  subject  to  tax,  it  appears  that,  for  the  reason 
that  until  notice  of  arrival  has  been  given  and  free  time  has 
expired,  storage  at  destination  does  not  accrue,  shipments  await- 
ing delivery  to  consignee  are  not  subject  to  the  tax. 

Household  Goods  —  Measure  of  Damages  for  Injury  Thereto 

Illinois.  —  Question:  Would  thank  you  to  give  us  reference 
to  any  court  decision  establishing  precedent  on  claims  covering 
depreciation  in  the  value  of  household  goods  damaged  in  transit 
by  the  carriers.  What  we  mean  is  this:  Supposing  a  consign- 
ment of  household  goods  was  damaged  in  transit,  the  damage 
being  of  such  a  nature  as  to  not  totally  destroy  its  use,  and  the 
carriers  arrange  to  have  the  necessary  repairs  made. 

Of  course,  by  reason  of  the  damage,  the  furniture  even 
though  repaired,  depreciates  in  value  in  that  it  is  not  worth 
as  much  for  resale  as  it  was  prior  to  the  damage.  The  question 
is,  is  carrier  liable  in  a  case  of  this  kind  for  the  cost  of  having 
the  necessary  repairs  made,  plus  a  reasonable  amount  of  dam- 
age account  of  depreciation?  Would  like  to  have  you  give  us 
your  opinion  or  cite  us  to  any  court  decision  that  you  may  have 
on  the  subject. 

Answer:  Where  household  goods  in  use  are  injured  in 
transportation,  the  measure  of  damages  is  the  difference  in  their 
value  to  the  owner  just  prior  and  subsequent  to  the  injury,  and 
not  their  market  value.  A.  T.  &  S.  F.  vs.  Smythe,  119  S  W 
892;  Benedict  vs.  C.  R.  I.  &  P.,  91  S.  W.  811,  and  Express  Co. 
vs.  Williams,  71  S.  W.  314. 

While  it  is  not  stated  in  the  above  referred  to  cases  that 
repairs  were  made  to  the  goods  by  the  carriers,  this  should 
not  affect  the  measure  of  damages,  unless  the  value  of  the  goods 
as  repaired  is  the  same  as  when  they  were  delivered  to  the  car- 
rier for  transportation. 

Application  of  Rate 

Oregon.—  Question:  We  are  inclosing  herewith  a  wrapper 
which  we  have,  for  some  time  past,  been  shipping  and  receiving 
as  wrapping  paper  printed. 

On  July  15,  1920,  we  received  from  a  company,  shipped  via 
Pennsylvania,  C.  M.  &  S.  P.  &  S.,  five  cases  paper  labels  1  400 
pounds,  rate  $3.12%,  freight  charges  $43.75,  war  tax  $1  31  mak- 
ing the  total  charge  $45.06. 

On  February  22  we  placed  a  claim  against  the  delivery  car 
•  for  an  overcharge  of  $4.11,  contending  that  wrappers,  as 

the  inclosed,  should  be  shipped  as  wrapping  paper   printed 

therefore  should  enjoy  a  rate  of  $2.84  instead  of  $312%  as 
billed,  as  per  tariff,  4-P,  page  270,  item  2615 

Carrier  has  returned  our  papers,  advising  that  no  over- 
rge  exists  on  the  claim  in  question  and  respectfully  declined 
same,  stating  that  Mr.  R.  H.  Countiss  has  ruled  that  soda  cracker 
rappers  are  properly  ratable  as  paper  printed  matter,  n  o  s 

andP  Klin's*  '  "^  2615'  K1"dly  furnlsh  us  with  yo™  ****** 
Answer:  In  applying  the  rate  applicable  on  printed  wrap- 
PH  mWT"  label8  t0  be  used  on  cans  containing  con- 

Pac  Co  P  "Li  th«  Commission,  in  Pacific  Creamery  Co.  vs  Sou 
o.  et  al.,  26  I.  C.  C.,  at  page  580,  said:  "For  future  defend- 

ants will  be  required  to  maintain  and  apply  to  the 


ratc  eoin 

the  rate  contemporaneously  maintained  for  the  trans- 
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limitation  upon  the  size  of  the  paper  or  the  use  to 


which  it  should  be  put,  we  see  no  reason  why  it  should  not 
apply  to  the  printed  wrapper,  sample  of  which  you  furnished  us. 

Shipper's   Load  and   Count 

California. — Question:  As  a  constant  reader  of  your  publi- 
cation I  have  followed  with  great  interest  your  answers  as  to 
the  liability  of  carriers  for  loss  or  damage  in  connection  with 
carload  shipments  that  are  loaded  and  unloaded  at  point  of 
origin  and  destination  by  consignee  and  consignor  for  which 
the  rail  carrier  receipted  to  consignor  for  his  shipment  with 
the  stipulation  "shipper's  load  and  count." 

Antedating  any  remarks  that  may  follow,  the  writer  is  in- 
terested in  so  far  as  the  carrier's  position  is  concerned,  for 
when  you  view  their  side  of  the  matter  do  you  consider  that 
the  courts  would  look  with  disfavor  upon  the  carrier's  claim 
that,  shipments  are  loaded  and  counted  by  the  shipper,  with 
no  knowledge  of  the  contents  by  the  carrier,  and  the  car  is 
received  at  destination  with  numbered  seals  intact  (a  seal  that 
cannot  be  tampered  with)  with  no  showing  whatever  other  than 
evidence  on  the  part  of  the  consignee  or  consignor  in  the  shape 
of  affidavits,  that  the  carrier  has  failed  to  deliver  an  amount 
of  merchandise,  which  amount  he  had  no  positive  knowledge 
of  in  the  first  instance. 

Without  entering  into  any  arguments  as  to  possible  errors 
in  shipper's  statements  as  to  the  weight  of  contents  or  the 
number  of  packages  they  have  loaded  and  without  any  allega- 
tion as  to  the  honesty  of  shippers  in  general,  are  affidavits  con- 
clusive evidence? 

A  shipper  whose  code  of  honor  is  not  up  to  the  general 
standard  would  certainly  not  balk  at  such  a  small  matter  as 
making  an  affidavit  that  he  had  loaded  the  contents  as  he  de- 
scribed to  the  carrier.  And,  again,  if  you  have  the  situation 
that  the  consignor  did  load  the  contents,  as  stated  by  him,  which 
actually  arrived  at  destination  under  clear  seal  record  and  the 
situation  is  reversed  at  receiving  point,  and  again  we  have  the 
affidavit,  and  after  all  is  said  and  done  the  common  carrier  has 
nothing  left  to  him  but  the  holding  of  the  bag  for  the  payment  of 
claims. 

Under  all  of  the  circumstances  the  writer  cannot  concur  in 
your  general  interpretations  in  past  issues  of  The  Traffic  World 
as  to  the  validity  of  affidavits  presented  by  shippers.  Don't 
you  think  that  when  destination  carrier  tenders  to  the  consignee 
a  car  with  an  unbroken  seal  and  the  consignee  has  opportunity 
to  verify  the  fact  that  the  seal  is  unbroken  that  such  evidence 
presented  by  the  carrier  should  be  more  conclusive  than  an 
affidavit? 

I  would  thank  you  for  a  statement  referring  to  specific  cases 
where  the  situations  outlined  above  were  analogous  and,  if  pos- 
sible, where  the  general  decisions  rendered  by  the  courts  were 
adverse  to  the  carriers. 

Answer:  An  affidavit  of  a  shipper  that  a  certain  amount 
was  loaded  in  a  car  and  that  a  lesser  amount  was  received  at 
destination  is  not  conclusive  of  that  fact  and  would  have  little 
probative  force  in  a  court,  but  neither  is  a  clear  seal  record  of 
a  carrier  conclusive  evidence  of  the  fact  that  the  carrier  has 
safely  transported  the  amount  of  freight  received.  An  affidavit 
has  little  probative  force  for  the  reason  that  it  can  be  falsified 
and  that  no  opportunity  is  afforded  the  other  party  to  observe 
the  demeanor  of  the  party  making  it.  On  the  other  hand,  inas- 
much as  an  employe  of  the  carrier  seals  the  car  and  the  car 
could  therefore  be  robbed  after  being  loaded  and  before  being 
sealed  by  the  yard  clerk,  particularly  if  the  car  is  not  sealed 
until  after  the  employes  of  the  shipper  have  quit  work  for  the 
day,  the  clear  seal  record  of  a  carrier  is  not  necessarily  con- 
clusive. 

In  a  suit  for  loss  to  a  shipment  moving  on  a  bill  of  lading 
containing  a  shipper's  load  and  count  notation,  the  position  of 
the  carrier,  if  it  can  show  a  clear  seal  record,  is  probably  better 
than  that  of  a  shipper,  provided  the  car  was  sealed  promptly 
after  loading  and  there  is  no  dispute  as  to  the  seal  being  perfect 
at  the  time  car  was  delivered,  even  assuming,  as  we  must,  that 
it  is  impossible  to  pilfer  a  car  without  breaking  the  seal.  There- 
fore, a  carrier  is  perhaps  really  justified  in  declining  a  claim 
made  on  a  shipper's  load  and  count  record  if  the  car  seal  record 
is,  in  fact,  perfect. 

However,  as  the  purpose  of  the  shipper's  load  and  count 
notation  is  to  save  the  carrier  the  expense  of  having  a  repre- 
sentative present  at  the  time  a  car  is  loaded  or  unloaded  and 
therefore  if  there  is,  in  a  given  case,  a  possibility,  or,  rather,  a 
probability  of  the  car  having  been  pilfered  prior  to  sealing,  the 
shipper  should  be  given  the  benefit  of  the  doubt  if  he  shows  by 
proper  evidence  that  the  amount  claimed  was  in  fact  loaded. 
The  question  is,  what  is  proper  evidence  of  that  fact?  An  affi- 
davit is  certainly  not  conclusive  evidence  of  the  fact. 

In  the  final  analysis  we  have  this  situation:  We  have  on 
the  one  hand  what  appears  to  be  a  clear  seal  record  of  the 
carrier,  subject,  however,  to  proof  that  there  was  no  oppor- 
tunity for  pilferage  after  the  car  was  loaded  or  in  transit  and 
that  car  was,  in  fact,  sealed  at  time  of  delivery,  and,  on  the 
other  hand,  the  affidavits  of  the  shipper  and  consignee  that  a 
certain  amount  was  loaded  and  a  lesser  amount  received,  sub- 
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Import  and  Export  Freight  Shipment!  Solicited 

COMPANY'S  OFFICES.  Canard  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  Stm.  Telephone  Central  2050 


QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


Speed  Up 

Shipments 

Ideal  Stencil  Machines  pro- 
vide the  most  speedy,  accu- 
rate and  legible  method  of 
marking  all  shipments — and 
insurance  against  delays. 

Write  for  sample  stencils  and 
illustrated      booklet     "Safe- 
guarding Your  Shipments."- 
Free. 

IDEAL  STENCIL  MACHINE 

COMPANY 

20  Ideal  Block 

Belleville,   Illinois,   U.  S.  A. 


MISTAKES  AND  ERRORS 


CONQUER 
THEM 

OUR  SHIPPING 
SYSTEM  OUTFIT 
WILL  DO  THE  WORK 

We  furnish  Rubber  Type  in  adeqult 
fonts  for  any  size  shipping  list. 

The  outfit  is  very  inexpensive  and  will 
earn  its  cost  daily,  save  time,  accurate 
and  essential  to  large  shippers. 
WRITE  FOR  FULL  PARTICULARS 

We  are  the  Largest  and  Best  Equipped 
Rubber  Stamp  and  Accessory    House,   fci 
30  YEARS  OF  KNOWING  HOW       Ourcomplete  general  catalog  on  request.    • 

THE  R.  D.  SWISHER  MFG.  Co., 
4ii-4i3  s.  CLINTON  ST.,  CHICAGO,  ILLINOIS 


HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOI   Iliui  s| 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 
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RAD    iTsDIsi7D    eTADtZ     '•"»»<•    the    loss    of    many    hard 

•MM*  WHUlJl*.  V/tn.9  earned  dollars  to  railroad  com- 
panies and  shippers  of  (train,  seed,  food  stuffs  and  package 

k1'  MMlS. 

Rjf  I  I/^U   a~kl?   Turic    v  /ice    can  he  saved  by  the  use  of 
MUCH    Or     IHla    LU99     K.mi.My  Car  Liners.     These 
car  liners  practically  condition  a  had  order  car  and  enable  ship 
pers  to  load  cars  that  otherwise  would  lw 

iv  ivjvj  vivriA/  CA/CTTH.*  "f  car  liners  prevent  leakage 
nlMVMUJir  »Y»lkIVl  in  transit  and  afford  sani- 
tary protection  to  bulk  shipments  and  food  stuffs. 

IH/E*  Bjf  /\fff  Kennedy  Car  Liners  for  all  cases  of  bad 
w»  EJ  m/mjEt  order  cars,  consisting;  of  full  Standard 
Liners,  End  Liners,  Door  Liners.  Sanitary  and  Sand  Liners. 

utriw  ¥  vrkii  tkjrkT  Klve  us  an  opportunity  to  submit 
WVlJLiL  IUU  1XU1  full  details  of  our  system  and  the 
low  cost  of  same?  We  are  confident  this  would  demonstrate  to 
you  the  efficiency  and  money  saving  merits  of  our  proposition. 

THE  KENNEDY  CAR  LINER  &  BAG  CO. 

SHELBYVILLE,    INDIANA 
Canadian   Factory  at  Woodstock,  Ont. 
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Railroad  Accounting  Service 

Valuations- 
Cost   Statistics 

Systems  for  Accounting  Officef 

A  corps  of  thoroughly  experienced  railroad  accountants 
and  analysts  are  available  for  the  preparation  of  Federal 
Control  and  Guaranty  Claims. 

THE   ROBERTS-PETTIJOHN-WOOD  CORPORATION 

Mills  Bldg.,  Washington,  D.  C.       Twenty  East  Jackson,  Chicago 
Ry  Appointment— Special  Accountants,  American  Skorl  Lint  Railroad  Atn 


ROUTE  YOUR  CARGO  VIA 

MOBILE  r  GULFPORTr  PENSACOLA 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 

Belfast,  Dublin  and  Bristol  Channel  Ports 

We  Solicit  Central  Cargo 

LIVERPOOL  AND  MANCHESTER:  S.  S.  "CLAVARACK"— In  port  loading: 
S.  S.  "AFOUNDRIA"  or  Sub.— Due  about  July  15th;  S.  S.  "SEEKONK"  Of 
Sub. — Due  about  August  20th. 

HAMBURG  AND  BREMEN:  S.  S.  "SEEKON K"— In  port  loading:  8.  S. 
"EASTERN  SUN"— Due  Mobile  about  July  8th:  S.  S.  "COAHOMA  COUNTY"  or 
Sub.— Due  Mobile  about  July  25th;  A-l  Steamer— Due  middle  Augutt. 

BRISTOL  AND  CARDIFF:  S.  S.  "WALLK  ILL"— Due  Mobile  about  July  3rd: 
A.I  Steamer— Late  July,  early  Auguit:  S.  S.  "NESCO"— Due  late  Auguit.  ea/ly  Sept. 

GLASGOW:     A-l    Steamer — Due    middle  July. 

LONDON   AND    EMDEN.   GERMANY:    S.   S.   "ANNISTON"— Due    Mobile   late 

LONDON  AND  EAST  COAST  OF  ENGLAND:  S.  S.  "MAIDEN  CREEK"  or 
Sub.— Due  Mobile  lait  half  July. 

Waterman  Steamship  Corporation, 

Our  Service  Backed  by  18  Years'  Experience 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographer*,  wide  carriage 
typewriter*,  duplicators,  printing  press,  telephone,  messengers 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 

and  We  Stand  the  Expense 
TAKE    POSSESSION    WHEN    NEXT    IN    WASHINGTON 


SAMMIS,  LAKE  A  COMPANY 

Whit. field   S.mmie 


Phone  Main  HI* 


417  SOUTHERN  BUILDING 
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Ject  as  they  are  to  being  based  on  an  honest  mistake  or  to 


chot  two  is  to  be  given  the  most  weight  neces- 
sarily depends  upon  all  the  circumstances  and  conditions  gov- 
erning the  handling  of  the  shipment,  and,  m  case  of  dispute,  a 
Jury  only  can  decide  the  question. 

Liability  of  Carrier  for  Loss  of  Oil  from  Tank  Cars 

Kentucky.—  Question:  Last  summer  we  had  a  total  loss  of 
crude  oil  from  a  tank  car  occurring  while  the  car  was  m  transit 
The  car  was  loaded  and  forwarded  over  two  lines,  no  leakage 
becoming  apparent  until  the  car  was  received  on  the  second 
road.  We  put  in  a  claim  to  this  road  for  the  oil  so  lost.  The 
road  has  rejected  our  claim  on  the  grounds  that  they  cannot 
be  held  responsible  for  defective  valves  on  cars;  that  an  in- 
spection of  the  valves  on  this  car  indicated  no  rough  handling  of 
the  car  They  claim  that  it  is  the  duty  of  the  shipper  to  see 
that  the  valves  are  in  perfect  condition  before  shipment. 

In  this  connection,  however,  please  note  that  the  car  had 
gone  over  one  road  intact,  and  had  been  accepted  by  the  road 
upon  which  the  loss  of  oil  occurred.  We  had  already  received 
from  this  road  a  letter  admitting  that  loss  occurred  on  their 
line  and  that  claim  would  be  honored  upon  presentation  of  proper 
papers. 

Claim  was  held  up  for  several  months,  but  we  were  never 
advised  of  the  possibility  of  this  rejection  until  recently.  What 
we  want  to  know  is  whether  or  not  the  fact  that  the  road  in 
question  accepted  the  car  is  not  sufficient  reason  for  holding 
them  responsible  for  the  loss  of  the  oil.  Apparently  no  leakage 
occurred  until  the  car  had  been  received  by  the  road  to  which 
claim  was  presented,  and  we  cannot  understand  how  they  are 
able  to  hold  that  valves  are  not  properly  adjusted  when  car 
had  traveled  with  no  loss  for  a  distance  of  three  or  four  hundred 
miles. 

Answer:  In  the  case  of  A.  G.  S.  R.  R.  Co.,  vs.  Morris  &  Co., 
249  Fed.  312,  which  covered  a  claim  against  the  railroad  for  the 
loss  of  a  carload  of  oil,  due  to  a  leak  in  the  car  which  devel- 
oped after  the  receipt  of  the  car  by  the  carrier,  it  was  held 
that  unless  the  defect  in  the  car  was  one  which  was  not  dis- 
coverable by  reasonable  inspection  of  the  car,  the  carrier  would 
not  be  liable  for  the  loss  of  the  oil,  while  in  the  case  of  the 
Ry.  Co.  vs.  American  Cotton  Oil  Co.,  249  Fed.  308,  it  was  held 
that  a  carrier  is  not  liable  for  damages  resulting  from  the  fail- 
ure of  the  shipper's  employes  to  fasten  the  inside  valve  of  the 
car. 

On  page  311  of  this  case  the  court  said:  "If  the  defect  in 
loading,  or  the  defect  in  the  car,  had  been  apparent  to  the  rail- 
road company  at  the  time  of  the  acceptance  of  the  car,  the  rail- 
road company  would  doubtless  be  held  responsible,  notwith- 
standing the  car  had  been  chosen  by  the  shipper  and  had  been 
loaded  by  him.  Even  under  such  circumstances,  to  permit  re- 
covery by  the  shipper  would  involve  a  questionable  policy. 
While  there  is  every  reason  for  holding  the  railroad  company 
to  a  very  high  degree  of  care  in  the  exercise  of  their  duties  to 
the  public,  it  can  scarcely  consist  with  public  policy  to  encourage 
the  furnishing  by  shippers  of  bad  cars  or  bad  containers  of  any 
kind,  or  defective  loading  by  excusing  them  from  the  results 
of  their  negligence.  No  such  question,  however,  arises  in  this 
case.  The  evidence  would  justify  a  finding  to  the  effect  that  the 
damage  resulting  from  the  negligence  of  the  shipper  in  the 
loading  and  that  the  negligence  in  the  loading,  whereby  the 
valve  was  not.  properly  seated  in  the  gasket,  could  not  have 
bren  ascertained  by  the  railroad,  except  by  unloading  the  car 
at  the  time  when  there  was  no  apparent  reason  for  unloading." 

Whether  or  not  in  the  instant  case,  the  carrier  would  be 
held  liable,  in  the  light  of  the  cases  referred  to  above,  depends 
upon  the  circumstances  under  which  the  loss  occurred  and  the 
manner  in  which  the  car  was  handled. 

Action   Against  Carriers  —  Liability  of  Connecting   Lines 

Texas.  —  Question:  "A"  shipped  a  piano  from  New  York  to 
Cameron,  Tex.,  under  a  through  bill  of  lading.  The  piano  was 
injured  in  Missouri  by  the  carrier  then  in  charge  and  was  deliv- 
in  its  injured  condition  by  the  Gulf,  Colorado  &  Santa  Fe 
Railway  Company  at  Cameron,  Tex.,  but  the  Santa  Fe  Railway 
Company  had  nothing  to  do  with  the  Injury. 

Can  the  initial  carrier,  the  intermediate  carrier  who  occa- 
sioned the  injury,  and  the  delivering  carrier  be  sued  at  the  point 
of  destination  of  the  shipment? 

We  have  not  found  this  point  specifically  determined,  though 

it  seems  to  have  been  recognized  in  the  case  of  Georgia,  Florida 

&  Alabama  Railway  Company  vs.  Blish  Milling  Company  decided 

by  the  Supreme  Court  of  the  United  States  on  May  8   1916    and 

reported   in   Lawyers'   Edition   of  the   Supreme  Court,  Vol    60, 

In  that  case,  Mr.  Justice  Hughes,  speaking  for  the 

"But  the  provision  in  question  is  not  to  be  con- 

strued  in   one   way   with   respect  to   the   initial  carrier  and   in 

another  with  respect  to  the  connecting  or  terminal  carrier     As 

have  said,  the  latter  takes  the  goods  under  the  bill  of  lading 
issued  by  the  initial  carrier,  and  its  obligations  are  measured 
by  its  terms." 

In  another  part  of  said  opinion  It  is  said:     "The  statute  casts 


upon  the  initial  carrier  responsibility  with  respect  to  the  entire 
transportation.  The  aim  was  to  establish  unity  of  responsi- 
bility *  *  *,  and  the  words  of  the  statute  are  comprehen- 
sive enough  to  embrace  responsibility  for  all  losses  resulting 
from  any  failure  to  discharge  a  carrier's  duty  as  to  any  part  of 
the  agreed  transportation,  which  as  defined  in  the  federal  act 
includes  delivery." 

It  will  be  observed  in  the  case  referred  to,  that  the  shipment 
was  an  interstate  one,  but  the  suit  was  brought  against  the 
delivering  carrier  in  the  state  court  of  Georgia,  and  the  deliver- 
ing carrier  was  held  liable  though  the  injury  to  the  property 
seems  to  have  been  done  by  an  intermediate  carrier,  but  it  ap- 
pears that  the  court  was  of  the  opinion  that  the  terminal  carrier 
had  made  a  misdelivery  of  the  property,  and  it  may  be  that  the 
case  turned  on  that  point  and  that  the  delivering  carrier  was 
held  liable,  not  on  account  of  injury  to  the  property,  but  for 
the  misdelivery. 

The  case  in  question  seems  to  answer  our  inquiry  in  the 
affirmative,  but  it  is  not  quite  clear  that  it  does  so  to  such  extent 
as  it  could  be  quoted  as  authority  for  that  contention.  Kindly 
discuss  the  point  in  question  and  let  us  know  if  you  have  any 
knowledge  of  any  authority  to  sue  the  terminal  carrier  in  an 
interstate  shipment  where  the  terminal  carrier  has  committed  no 
wrong. 

Answer:  Under  the  Carmack  amendment,  whenever  an  ini- 
tial carrier  accepts  goods  for  shipment  to  a  point  on  another 
line  in  another  state,  it  is  conclusively  treated  as  having  made 
a  through  contract  of  shipment  and  will  be  liable  for  any  loss 
or  injury  occurring  on  any  connecting  line  over  which  the  ship- 
ment may  pass,  as  well  as  for  loss  or  injury  occurring  on  its 
own  line. 

The  Carmack  amendment  exclusively  controls  the  liability 
of  a  receiving  carrier  for  damages  to  property  in  cases  to  which 
it  applies  and  covers  the  whole  subject  matter.  Although  the 
Carmack  amendment  renders  the  initial  carrier  liable  for  loss 
or  injury  to  an  interstate  shipment  which  it  has  accepted  for 
transportation,  regardless  of  whether  the  loss  or  injury  occurred 
on  its  line  or  that  of  any  connecting  carrier  over  which  the 
shipment  is  transported,  such  statute  does  not  have  the  effect 
of  abrogating  the  liability  of  an  intermediate  or  terminal  car- 
rier to  an  action  to  recover  for  loss  or  injury  occurring  on  its 
line.— Georgia,  etc.,  R.  Co.  vs.  Blish  Milling  Co.,  241  U.  S.  190; 
A.  T.  &  S.  F.  R.  Co.  vs.  Boyce,  171  S.  W.  1094. 

Any  damages  occurring  on  a  connecting  carrier's  line  may, 
notwithstanding  the  Carmack  amendment,  be  recovered  in  an 
action  brought  directly  against  the  carrier  causing  the  injury, 
or  against  such  carrier  and  the  initial  carrier  jointly.  St.  L.  S. 
W.  R.  Co.  vs.  Ray,  127  S.  W.  281  (Tex.);  Otrich  vs.  St.  Louis, 
etc.,  R.  Co.,  134  S.  W.  665  (Mo.);  Borax  Co  vs.  Nav.  Co.,  178 
N.  Y.  S.  182,  and  R.  Co.  vs.  Ward,  244  U.  S  383. 

Causes  of  action  based  on  the  Carmack  amendment  are  cog- 
nizable to  the  state  courts. 

Venue  in  actions  against  one  or  more  connecting  carriers 
for  loss  of  or  injury  to  goods  or  delay  in  delivery  is  a  matter  of 
statutory  regulation. 

Recital    in    Bill   of   Lading   as   to   Condition   of   Goods — Effect 
Thereof 

Ohio. — Question:  Goods  were  shipped  to  a  consignee  and 
the  date  appearing  on  the  bill  of  lading  was  one  day  previous 
to  the  date  shown  on  the  originating  agent's  stamp.  In  other 
words,  the  shipment  was  billed  out  by  shipping  clerk  dated  the 
first,  but  the  goods  were  taken  to  the  transportation  company 
and  stamped  by  the  agent  as  received  on  the  second,  which 
often  occurs  on  account  of  our  being  unable  to  deliver  goods 
to  the  transportation  company  the  day  billing  was  made. 

In  this  instance,  it  appears  that  the  goods  arrived  at  their 
destination  and  were  delivered  to  the  consignee,  but  after  they 
had  been  signed  for  at  the  freight  house  and  taken  to  the  con- 
signee's place  of  business,  and  package  opened,  a  loss  was  dis- 
covered. A  claim  was  then  filed  and  the  necessary  precaution 
taken  by  calling  inspector.  The  claim  agent  now  contends  that 
he  is  not  liable,  inasmuch  as  the  bill  of  lading  at  the  originating 
point  is  dated  one  day  previous  to  that  of  the  agent's  stamp,  and 
the  goods  were  in  the  drayman's  hands  one  day. 

My  contentions  are  that  the  date  of  the  bill  of  lading  by 
the  shipper  has  nothing  to  do  whatsoever  with  the  agent's  stamp 
which  is  one  day  later.  When  the  agent  received  the  shipment 
he  stamped  it  as  being  in  good  order  and  in  its  entirety. 

Answer:  In  issuing  bills  of  lading  prior  to  the  receipt  by 
it  of  the  goods  covered  thereby  a  carrier  is  violating  the  inter- 
state commerce  act. 

However,  the  fact  that  the  goods  represented  by  the  bill  of 
lading  in  question  were  not  in  fact  delivered  to  the  carrier  on 
the  date  the  bill  of  lading  was  issued  is  not  in  and  of  itself  a 
good  defense  on  the  part  of  the  carrier  for  loss  of  or  injury  to 
the  goods. 

The  plaintiff  has,  of  course,  in  general,  the  burden  of  proving 
the  essential  elements  of  his  cause  of  action,  required  to  be 
set  out  in  his  complaint,  by  a  preponderance  of  evidence,  but 
a  prima  facie  case  of  liability  is  made  out  and  the  carrier  is 
then  called  on  to  prove  that  the  damage  did  not  arise  from  its 
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negligence— upon  proof  by  the  shipper  of  delivery  to  the  carrier 
a  good  condition  and  delivery  by  the  carrier  in  a  damaged  con-  , 
ditlon— and.  where  the  bill  of  lading  recites  that  the  goods  were 
received  in  apparent  good  condition  the  burden  of  proof  is  on 
the  carrier  to  show  that  they  were  not  in  good  condition  when 
received. 

Liability  of  Telegraph  Company  for  Negligence  in  the  Transmis- 
sion or  Delivery  of  Message 

New  York.— Question:  Due  to  the  change  of  the  word  "Net- 
tle" to  "Metal"  by  the  Western  Union  Telegraph  Company  in 
a  telegram  which  we  sent  to  our  foundry,  the  incorrect  size  of 
castings  were  forwarded  to  our  customer. 

The  above  error  necessitated  a  second  shipment;  our  cus- 
tomer, of  course,  returned  the  first  shipment,  and  we  were 
obliged  to  allow  the  customer  for  transportation  charges  both 
ways  on  the  first  shipment.  Claim  was  filed  with  the  telegraph 
company  two  months  and  nine  days  after  date  of  first  shipment 
for  the  amount  of  transportation  charges  which  we  had  credited 
to  our  customer's  account  because  of  this  error  on  the  part  of 
the  telegraph  company. 

We  are  advised  by  the  telegraph  company  that  they  are  not 
liable  for  a  greater  amount  than  $1.18,  which  is  the  amount  paid 
by  us  to  the  telegraph  company  for  the  transmission  of  the 
telegram  in  which  the  error  occurred,  stating  that  in  no  event 
will  the  telegraph  company  be  liable  for  damages  when  claim 
is  not  presented  in  writing  within  sixty  days  from  date  of  the 
telegram.  Kindly  advise  as  to  what  the  liability  of  the  telegraph 
company  is  in  connection  with  errors  in  transmitting  telegrams. 
Also  kindly  advise  the  time  limit  for  filing  claims  with  telegraph 
companies.  Is  the  telegraph  company's  liability  in  incorrectly 
transmitting  day  and  night  letters  the  same  as  it  is  in  incor- 
rectly transmitting  straight  day,  or  full  rate  telegrams? 

Answer:  Under  Dockets  8917  and  11524,  61  I.  C.  C.  541,  the 
Commission  investigated  the  rules  of  the  telegraph  companies 
limiting  their  liability  for  negligence  in  the  transmission  or  de- 
livery or  for  non-delivery  pf  unrepeated  and  repeated  interstate 
messages  and  prescribed  reasonable  rules  for  the  future. 

Under  the  rules  prescribed  by  the  Commission  the  liability 
of  the  telegraph  companies  for  errors  or  delays  in  the  trans- 
mission or  delivery  or  for  non-delivery  of  unrepeated  messages 
is  the  actual  loss  sustained,  hut  not  to  exceed  $500;  for  errors 
or  delays  in  the  transmission  or  delivery  or  for  non-delivery  of 
messages  received  for  transmission  at  the  repeated  message 
rate,  the  telegraph  companies  are  liable  for  the  actual  loss  sus- 
tained, but  not  to  exceed  $5,000;  for  errors  or  delays  in  the  trans- 
mission of  valued  messages  the  measure  of  recovery  is  the 
amount  declared  by  the  sender  as  the  value  of  the  message. 

Under  the  rules  which  were  found  unreasonable  in  the  Com- 
mission's opinion  in  the  case  referred  to  above,  the  amount  of 
recovery  for  error  or  delay  in  the  transmission  of  an  unrepeated 
message  is  the  amount  received  for  transmission  of  the  message, 
for  error  or  delay  in  the  transmission  of  a  repeated  message, 
50  times  the  rate  paid,  with  a  maximum  of  $50,  and  for  error 
in  the  transmission  or  delay  in  delivery  of  a  valued  message, 
the  amount  declared  as  the  value  thereof. 

No  distinction  is  made  in  the  liability  of  the  carrier  for 
errors  in  the  transmission  or  delay  in  the  delivery  of  day  or 
night  letters  as  compared  with  straight  telegrams.  One  of  the 
conditions  or  terms  under  which  messages  are  accepted  by  the 
telegraph  companies  is  that  claims  for  damage  or  statutory  pen- 
alties must  be  presented  within  sixty  days  after  the  message  is 
filed  with  the  company  for  transmission. 

It  is  generally  held  that  a  rule  of  a  telegraph  company 
printed  on  its  message  blanks  to  the  effect  that  the  company 
will  not  be  liable  for  damages  in  any  case  where  the  claim  is 
not  presented  in  writing  within  a  certain  time  after  the  message 
Is  filed  for  transmission  or  after  the  transmission  of  the  message 
is  valid  and  binding  where  the  time  fixed  is  reasonable. 

Stoppage   in   Transit 

Virginia. — Question:  A  car  of  material  is  sold  to  A,  who 
requests  said  material  shipped  to  B.  The  material  starts  to  B 
under  a  straight  bill  of  lading  which  we  indorse  to  A,  who 
takes  said  bill  of  lading  to  a  bank  and  there  secures  funds 
thereon  by  way  of  advancement.  Before  material  gets  to  B  it 
is  learned  that  A  is  insolvent.  The  material  is  successfully 
stopped  by  the  carrier,  upon  shipper's  request,  before  arriving 
at  B's  destination,  but  it  is  claimed  that  the  shipper  had  no  right 
to  stoppage  in  transit,  as  A  had  realized  on  the  material  from 
the  bank.  As  A  was  insolvent  and  in  fact  owed  the  shipper 
for  the  material,  did  not  said  shipper  have  the  right  to  withhold 
delivery  of  the  material  from  B  and  did  not  the  bank  err  in 
advancing  funds  on  this  material?  The  fact  seems  clear  that 
If  shipment  had  been  made  to  A  and  not  to  B  the  right  of  stop- 
page in  transit  would  not  have  been  questioned.  Material  has 
been  used,  we  understand,  by  B.  Have  we  any  redress? 

Answer:  While  there  is  some  amthority  to  the  contrary,  the 
courts  have  in  general  held  that  where  the  vendee  of  goods, 
though  insolvent,  has  indorsed  the  bill  of  lading  to  a  third  party, 
vno  in  good  faith  and  without  knowledge  of  the  insolvency  of 
the  vendee,  or  of  the  stoppage,  advances  money  thereon,  the 


consignor's  right  of  stoppage  in  transit  is  defeated.  See  New- 
hall  vs.  Central  Pac.  R.  R.  Co.,  21  Am.  Rep.  713;  First  National 
Bank  of  Denver  vs.  Schmidt  et  al.,  40  Pac.  479;  Mo.  Pac.  Ry.  Co. 
vs.  Heidenheimer,  17  S.  W.  608,  and  Loeb  vs.  Peters,  35  Am. 

Rep.  17. 

Misrouting  of  Shipment  Account  of  Embargo 

Virginia. — Question:  We  are  receivers  of  a  large  tonnage 
of  leather  scrap  for  fertilizer  purposes  which  is  sliipped  from 
various  points  in  New  England  on  the  lines  of  the  Boston  & 
Maine  and  New  Haven  railroads,  all  tonnage  being  shipped  to 
this  company  at  Norfolk. 

During  the  spring  and  summer  of  1920  the  New  Haven  Rail- 
road was  embargoed  at  various  times  which  prohibited  the  move- 
ment of  this  material  over  their  line.  In  view  of  these  restric- 
tions a  large  number  of  cars  were  accepted  and  bills  of  lading 
were  issued  and  no  indorsements  made  thereon  relative  to  these 
embargo  restrictions.  Instead  of  forwarding  the  cars  over  the 
normal  route  they  were  moved  via  the  D.  &  H.  Co.  at  a  higher 
rate.  It  is  our  contention  that  the  failure  of  carriers  to  indorse 
the  bills  of  lading  places  them  in  a  position  where  they  must 
assume  responsibility  for  misrouting  and  accept  claims  based 
on  a  cheaper  rate  by  the  New  Haven. 

Answer:  The  Commission  has  held  that  the  agent  should, 
before  executing  the  bill  of  lading,  first  call  the  shipper's  atten- 
tion to  the  existing  embargo  and  obtain  further  routing  instruc- 
tions before  forwarding  the  shipment,  and,  failing  to  do  so,  the 
carrier  is  liable  for  misroute  in  forwaring  the  shipment  via  a 
route  over  which  a  higher  rate  applies  than  that  applicable  via 
the  route  over  which  the  embargo  exists.  See  Graham  County 
Lumber  Co.  vs.  Southern  Ry.  Co.  et  al.,  50  I.  C.  C.  231. 

Demurrage — Cars  Held  for  Reconsignment 
Oklahoma. — Question:  In  May,  1920,  we  billed  car  of  flour 
to  Chicago.  Car  in  question  arrived  at  Burr  Oak  Station;  we 
were  notified  on  May  3,  reconsigning  instructions  were  placed 
with  our  local  agent  May  6;  they  allow  the  4th  free  time,  5th 
and  6th  charged  at  $2  per  day,  or  a  total  of  demurrage  $4. 

Let  us  have  your  opinion  as  to  whether  or  not  they  should 
have  held  this  car  at  Burr  Oak  or  delivered  it  to  Chicago,  as  it 
was  billed. 

Answer:  The  demurrage  rules  provide  for  the  allowance  of 
24  hours'  (one  day)  free  time,  when  cars  are  held  for  reconsign- 
ment,  diversion  or  reshipment.  If  the  car  was  properly  billed  to 
final  destination  we  do  not  see  why  it  was  necessary  to  have 
reconsigned  the  shipment.  If,  however,  a  reconsignment  was 
actually  made,  the  proper  charges  have  been  assessed. 

Interest  on  Shipment  Delayed  in  Transit 
Oklahoma. — Question:  On  May  6,  1920,  we  made  shipment 
of  car  of  flour  to  Philadelphia,  Pa.,  and  drew  arrival  draft  with 
shipper's  order  bill  of  lading  attached.  This  car  was  delivered 
by  the  C.  R.  I.  &  P.  to  the  Illinois  Central  R.  R.  at  Memphis, 
May  6,  1920,  to  the  B.  &  O.  R.  R.  by  the  Illinois  Central  R.  R., 
June  8,  1920,  at  Chicago  and  to  the  P.  R.  R.  at  Martinsburg, 
W.  Va.,  by  the  B.  &  O.  R.  R.  on  July  6,  1920. 

We  have  a  letter  from  the  P.  R.  R.  at  Philadelphia  stating 
that  the  car  was  in  their  yards  August  6,  1920,  but  that  they 
were  short  a  record  of  its  arrival. 

The  car  was  delivered  to  the  consignee  on  September  7, 
1920.  We  allowed  thirty-seven  days  for  shipment  to  move  to 
destination  and  the  remaining  ninety  days  we  filed  claim  for 
interest  at  6  per  cent  on  our  draft,  which  we  had  to  pay,  and 
the  delivering  road  has  declined  this.  Please  give  us  your  opin- 
ion as  to  whether  this  is  a  just  item  or  not. 

Answer:  While  we  do  not  locate  any  case  in  which  the 
shipper  has  been  allowed  interest  on  a  shipment  delayed  in 
transit  because  of  having  had  to  pay  the  draft  on  such  shipment, 
the  general  rule  is  that  a  shipper  is  entitled  to  interest  on  the 
value  of  the  shipment  during  the  time  of  the  unreasonable 
delay. 

Misrouting  of  Shipment  Account  of  Embargo 

Virginia. — Question:     We   would   like  very   much  to   secure 
your  views   on  what  is   considered   to   be   the   date   of  removal 
of  certain  embargoes.     On  June  25,  1920,  shipment  was  offered 
the  Maine  Central  Railroad  Company  at  Portland,  Me.,  for  move- 
ment to  Norfolk.     Shippers  were  advised  by  the  railroad  agent 
that  there  was  an  embargo  on  the  New  Haven  Railroad,  an  in- 
termediate carrier,  which  restricted  the  movement  of  this  traffic 
over  the  normal  route,  and  in  accordance  with  this  information 
the  railroad  was  authorized  to  forward  the  car  via  another  route 
which  carried  a  much  higher  freight  rate.     We  have  developed 
the  fact  that  the  embargo  on  the  New  Haven  Railroad  was  re- 
moved  on   the   date   this   car  was   offered   for  shipment   and   it 
actually  could  have  moved  via  the  normal  route.     May  we  ask  if, 
in  your  opinion,   carrier  can   be  held  responsible  for   this  mis- 
routing? 

Answer:  Where  a  shipper  authorizes  a  carrier  to  forward 
a  shipment  via  a  higher  rated  route  because  of  the  existence 
of  an  embargo  over  the  route  via  which  the  lowest  rate  applies, 
a  carrier  is  not  liable  for  misroute. 

If,  however,  the  shipper  is  erroneously  informed  by  the  car- 
rier's agent  that  an  embargo  exists  over  the  lower  rated  route, 
the  carrier  is  liable  for  misrouting,  even  though  the  shipper 
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Pacific  Mail  Steamship  Co. 

Under  American  F/of   PASSENGERS  AND  FREIGHT  rTifA/i. A, J  1HI 

TRANS-PACIFIC  SERVICE 

"The  Sunthlno  Belt  to  the  Orient" 
San  Franclaco  to  Honolulu,  Yokohama,  Kobe.  Shanghai,  Manila, 

Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurioue  U.  S.  Shipping  Board 

iteamer  Empire  State  (July  23rd):  and  pending  delivery 

3  other  U.S.  S.  B.  (teamen  by  the  popular  S.  5. 

Ecuador  (June  25th)  and  S.  S.  Colombia 

MANILA-EAST  INDIA  SERVICE 

San  Franclaco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon 
Singapore,  Colombo,  Madras,  Calcutta 
Passenger  and  freight  sailings  monthly  by 

5.  S.  Wolverine  State  (September  Mth):  Cruni'e  Stare  (lulv 
S.  S.  Creole  State  (August  13th) 

PANAMA  SERVICE 

San  Franciaco  to  Mexico,  Central  America  and  Canal  Zone 

Passengers  and  freight  sailings  every  10  days,  .'>  iteamen 

SAN  FRANCISCO-BALTIMORE  SERVICE 

(Passengers  and  Freight) 
Via  Los  Angeles  Harbor,  Manzanlllo,  San  Joae  da  Guatemala,  La 

Ltbertad,  Corinto,  Panama  Canal,  Kingston,  Havana 

5.  S.  Colom  bia  sails  from  San  Francisco  July  20th.  from  Baltimore  Aug.  30th 

Also  four  Class  A I  steel  steamers  (freight  only)  with  additional  calls  at 

San  Juan  (Porto  Rico),  Jacksonville.  Savannah,  Norfolk 

SHANGHAI-HONGKONG-CALCUTTA  SERVICE 

Between  Shanghai,  Hongkong,  Saigon,  Singapore,  Penang.  Rangoon, 

Calcutta 
Freight  only.     Sailings  every  ten  day*— eight  U.  S.  S.  B.  steamers 

ROUND-THE-WORLD  SERVICE 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Dalran,  Tientsin, 
Shanghai,   Manila,    Saigon,  Singapore,  Calcutta,   Colombo,  Bombay, 

Alexandria,   Bizerta,    Marseilles,   Barcelona,   thenca   Baltimore, 
Cristobal,  Loa  Angelea  Harbor  and  San  Francisco  (via  Panama  Canal) 

Freight  only.     Monthly  sailings — U.  S.  S.  B.  Steamers 

Through  bill*  of  lading  iuued  to  and  from  point*  beyond  port*  of  call 
General  Pauenger  and  Ticket  office:      til  Market  St.,  San  Francisco 

General  Offices:  508  California  Street,  San  Francisco 
10  Hanover  Square,  N.  Y.      400  Exchange  Place,  Baltimore 

Managing  Agentai  U.  S.  Shipping  Board 


Camphuis  &  Company.  Inc. 

Forwarding  Agents 

LAREDO   -   TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization   on   the   Mexican  Border 

Package  Cars  to  Mexico  City  and 
Other  Points  in  Republic  of  Mexico 

We  do  not  operate  special  trains, 
enabling  us  to  reforward  your 
shipments  on  first  available  serv- 
ice, and  insuring  quickest  possible 
delivery  at  destination. 

Traffic  in  Mexico  Improving  Daily 

Write  us  for  full  particulars  and  request 
a  copy  of  our  shipping  instructions. 

OFFICES: 

Laredo,  Texas  El  Paso,  Texas  Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.,  Mexico     Juarez,  Chih.,  Mexico 
Piedras  Negras,  Coah.,  Mexico  Mexico  City 


NOSA  LINE 


Monthlr  Sailings  I.  Prlnclp.l  I  _ 

We»t  Const,  South  America— Direct  Service 

Monthly  Freight  and  Pasawnfer  Sailings 

Leeward  and  Windward  lnlamU,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haltien,  Dominican  and  Cuban  South  Sid*  Port* 

far  ptrlituttri  ippli 

.    «f*-lt  Owen  ft  Crasojnt  Bldg..  R*w  OrksuM.  La. 
New  York  Office:  10  Hanover  St.       Chicago  Ofle*:  *M  MwqortU  Bid*. 
Cable  Address :  "Orlsanahlp" 


New  Orleans   & 
South    American  S.S.  Co. 

INCORPORATED 


BALTIMORE 

TO 

PORT  of  LOS  ANGELES  and  SAN  FRANCISCO 
and  HAWAIIAN  ISLANDS 

Express  freight  and   Passenger  Service 

S.S.  HAWKEYE  STATE  -June  25th 
S.S.  BUCKEYE  STATE  -July  30th 

Kate*  and  Space  on  Application 

MATSON  NAVIGATION  COMPANY 

Managing  Agent.  United  Statea  Shipping  Board 
BALTIMORE  SAN  FRANCISCO  HONOLULU 

26  So.  Cay  St.  120  Market  Street  Caatle  *  Cook.  Ltd. 


FACILITIES 


We  have  continually  in  mind  any 
innovation  which  will  conduce  to 
expeditious  and  co-ordinated  action 
in  serving  our  clients  in  the  book- 
ing, tracing  and  forwarding  of  their 
export  shipments. 


Recently  we  have  had  installed,  and 
are  now  using,  our  own  private 
wires  between  our  New  Orleans, 
New  York  and  Galveston  Offices. 


THE  W.  L.  RICHESON  CO.,  Inc. 

Export  Shipping  for  Account  ef  Principals  Throughout  the  World 
FREIGHT  BROKERS  AND  FORWARDERS 

613  to  621   Whitney  Central  Building 

NEW  ORLEANS 


New  York  Office 
401    Produce  Exchange 


Calvealon  Office 
•  10-12  Am.rie.n  Nat.  In..  Bldg. 
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authorizes  the  forwarding  of  the  shipment  via  the  higher  rated 
route. 

In  the  Instant  case  the  liability  of  the  carrier  for  misroute 
depends  upon  whether  the  agent  of  an  initial  carrier  is  charged 
with  notice  of  the  withdrawal  of  the  embargo,  which  embargo  is 
lifted  on  the  date  the  shipment  is  offered  for  transportation. 
We  do  not  locate  an  opinion  of  the  Commission  on  this  specific 
point,  but  it  appears  to  us  that  the  carrier  should  not  be  held 
liable  for  misroute  in  such  a  case,  unless  a  reasonable  time  has 
elapsed  between  the  lifting  of  the  embargo  and  the  offering  of 
the  shipment  to  the  carrier  for  transportation,  so  as  to  permit 
of  notice  to  its  agents  by  the  initial  carrier  of  the  withdrawal 
of  the  embargo  by  the  connecting  line. 

In  the  case  of  Wall  Rope  Works,  Ind.  vs.  Pa.  R.  R.  Co.,  55 
I.  C.  C.  337,  the  Commission  evidently  considered  two  days  as 
being  a  reasonable  time.  As  to  what  is  a  reasonable  time  is 
a  matter  for  the  Commission  to  determine. 


MISSISSIPPI-WARRIOR  DIVISIONS 

Hearing  on  the  two  complaints  of  the  War  Department  in 
behalf  of  the  Mississippi-Warrior  Service,  alleging  unlawful 
divisions  and  practices  on  the  part  of  various  carriers,  was  re- 
sumed before  Attorney-Examiner  F.  W.  McM.  Woodrow  in 
Chicago,  June  20.  The  first  hearing  on  these  cases  was  held 
in  New  Orleans,  March  21,  22  and  23,  at  which  the  testimony 
of  the  complainant  was  completed. 

The  two  cases  are  No.  11892,  U.  S.  War  Department,  In- 
land Waterways,  Mississippi-Warrior  Service  vs.  Abilene  & 
Southern  et  al.,  and  No.  11893,  same  vs.  same.  In  the  first  case 
the  charges  made  by  carriers  for  switching  services  to  and 
from  the  complainants'  docks  are  alleged  to  be  unlawful  be- 
cause they  exceed  the  charges  for  similar  services  rendered  to 
other  carriers.  Charges  for  demurrage,  drayage  and  per  diem 
on  traffic  and  cars  interchanged  are  also  attacked.  The  second 
case  attacks  the  dividing  of  the  joint  rates  as  unjust,  inequit- 
.  able  and  unreasonable  on  rail-and-water,  water-and-rail,  and 
rail-water-and-rail  shipments.  This  complaint  also  attacks  the 
"rules  for  the  absorption  of  switching  and  drayage,  transfer 
and  other  expenses,  at  interchange  points  and  the  rules  for  the 
assessment  of  demurrage  or  per  diem  without  paying  reciprocal 
detention  charges." 

At  the  hearing,  June  20,  cross-examination  of  Theodore 
Brent,  federal  manager  of  the  Mississippi-Warrior  Service  at 
New  Orleans,  was  resumed.  Mr.  Brent  testified  on  behalf  of 
the  complainant  at  New  Orleans  and  was  replaced  on  the  stand 
to  be  interrogated  by  railroad  counsel  regarding  a  number  of 
his  exhibits. 

It  was  agreed  on  the  second  day  of  the  hearing  that  were  the 
Commission  to  prescribe  a  broad  rule  in  No.  11893,  the  main 
case,  which  would  require  the  railroads  to  treat  the  barge  line 
in  the  same  manner  as  they  treat  rail  carriers,  such  a  rule  would 
also  cover  the  charges  and  practices  complained  of  in  No.  11892, 
and  that,  therefore,  the  two  cases  might,  for  all  purposes,  be 
considered  as  one. 

No.  11892  complains  only  of  the  charges  assessed  by  the 
carriers  for  switching  to  and  from  the  complainants'  docks  on 
port-to-port  shipments.  They  allege  that  these  charges  were  in 
excess  of  charges  made  for  similar  services  for  other  carriers. 
The  matter  of  demurrage  charges  seemed  partially  disposed  of 
at  the  close  of  the  day's  hearing,  when  D.  P.  Connell,  appearing 
for  C.  F.  A.  lines,  said  there  was  no  intention  to  treat  the  barge 
line  as  other  than  a  common  carrier,  in  which  case  demurrage 
charges  could  not  be  assessed  except  on  shipments  on  which 
the  barge  line  was  the  consignee. .  Details  in  this  respect  are 
yet  to  be  settled,  however,  especially  with  respect  to  reparation 
requested  for  the  amount  which  certain  demurrage  charges  were 
in  excess  of  per  diem,  because,  according  to  W.  M.  Hough,  gen- 
eral freight  agent  of  the  river  line,  the  carriers  at  point  of  origin 
sometimes  refused  to  issue  through  billing,  thereby  showing  the 
barge  line  as  consignee  of  goods  for  which  it  was  merely  per- 
forming a  carrier  service. 

With  regard  to  the  per  diem  charges,  on  which  the  barge 
line  is  seeking  a  reciprocal  agreement,  C.  W.  Crawford  of  the 
car  service  division  of  the  American  Railway  Association  testi- 
fied as  to  the  impossibility  of  such  an  arrangement.     He  said 
it  car  days -and  boat  days  could  not  be  compared,  that  the 
.rge  lines  owned  no  car  equipment  that  could  be  of  use  to  the 
carriers,  and  that  the  detention  of  cars  at  the  docks  of  the  com- 
plainant was  due  solely  to  the  physical  disability  of  the  barge 
;    adequate  storage  facilities,  he  said,  would  do  away  with 
the  necessity  for  holding  cars  for  unloading. 

The  present  basis  of  divisions  of  rates  between  the  river 

e  and  the  railroads  allows  the  roads  the  full  all-rail  division. 

the  through  rates  on  raiKand-water  shipments,  where  such 

effect,  are  based  on  a  rate,  the  portion  for  the  water  haul 

0  per  cent  less  than  the  corresponding  portion  of 

i   all-rail   haul,   these   divisions,   in   the   opinion   of   the   barge 

unjust.    Furthermore,  it  is  insisted  that,  since  the  barge 

had  no  voice  in  the  fixing  of  the  all-rail  divisions,  it  should 

•         ged  to  accept  them  as  a  basis  for  rail-and-water  divi- 


Most  of  the  carriers  propose  leaving  the  divisions  on  sub- 
stantially the  same  basis  as  at  present.  In  the  case  of  the 
Illinois  Central,  where  the  divisions  have  been  based  on  the 
full  local  rate,  they  propose  a  reduction  to  90  per  cent  of  the 
local  rate.  This,  however,  is  still  too  high,  in  the  opinion  of 
the  barge  line.  Their  proposition  includes  the  fixing  of 
arbitrary  mileages  between  the  river  points,  and  the  fixing  of  the 
divisions  on  a  strict  mileage  basis,  using  these  arbitraries  as 
mileage  for  the  water  haul.  The  water  carrier  agrees  to  assume 
out  of  its  proportion  of  the  joint  rates  the  cost  of  transferring 
freight  at  points  of  interchange  and  the  transfer  of  L.  C.  L. 
freight  when  delivered  to  the  depots  of  rail  carriers  by  dray.  On 
the  other  hand,  they  ask  that  the  rail  carriers  be  required  to 
assume  the  cost  of  switching  to  and  from  (he  wharves  of  the 
water  carrier,  car  rental  and  the  cost  of  transferring  L.  C.  L. 
freight  when  drayed  to  landings  of  the  barge  line. 

The  barge  line  also  asks  a  minimum  division  of  5  cents  on 
carloads  and  10  cents  on  L.  C.  L.,  and  pledges  a  like  minimum 
to  the  rail  carriers.  Exception  is  made  to  this  when  the  through 
rate  is  less  than  25  cents  on  carloads  and  50  cents  on  L.  C.  L., 
in  which  case  20  per  cent  of  the  through  rate  is  proposed  as  the 
minimum  division. 


MINOR  COMMISSION  ORDERS 

Petitions  of  the  Director-General  for  rehearing  in  the  follow- 
ing cases  have  been  denied  by  the  Commission:  11431,  Sea- 
board Oil  &  Refining  Co.  of  Texas  vs.  Director-General,  M.  L. 
&  T.  R.  R.  &  S.  S.  Co.  et  al.;  10516,  Kansas  Oil  Refining  Co. 
vs.  Director-General,  Kansas  City,  Clinton  &  Springfield  et  al.; 
11243,  Charles  Boldt  Glass  Co.  vs.  Director-General,  L.  &  N. 
et  al. 

Complainants'  petitions  for  rehearing  of  11151,  Standard 
Asphalt  &  Refining  Co.,  Inc.,  vs.  Director-General,  T.  &  P.  et  al., 
and  11274,  Wharton  Steel  Co.  vs.  Director-General,  and  C.  R.  R. 
of  N.  J.,  have  been  denied. 

The  effective  date  of  the  order  entered  March  1  in  No.  11018, 
Wichita  Board  of  Commerce  et  al.  vs.  Director-General,  Alex- 
andria &  Western  et  al.,  has  been  postponed  until  the  further 
order  of  the  Commission. 

The  Nebraska  Cement  Co.,  the  Colorado  Portland  Cement 
Co.,  the  United  States  Portland  Cement  Co.,  Oklahoma  Port- 
land Cement  Co.  and  Three  Forks  Portland  Cement  Co.  have 
been  permitted  to  intervene  in  No.  12578,  lola  Cement  Mills 
Traffic  Assn.  et  al.  vs.  Director-General,  A.  T.  &  S.  F.  et  al. 

The  Bangor  &  Aroostook  and  other  New  England  roads 
have  been  permitted  to  intervene  for  the  purpose  of  being  heard 
in  argument  in  No.  11659,  Marion  &  Eastern  Illinois  Railroad 
Co.  et  al.  vs.  C.  &  E.  I.  et  al. 

The  Commission  has  reopened  No.  8182,  Western  Cement 
Rates,  for  further  hearing  in  connection  with  adjustments  re- 
quested by  petitioners  and  such  other  readjustments  as  may  be 
territorially  and  necessarily  connected  therewith.  No.  11829,  Ne- 
braska Rates,  Fares  and  Charges,  is  reopened  as  to  cement  rates 
for  hearing  in  connection  with  No.  8182. 

The  time  fixed  by  the  Commission  in  its  report  in  No.  11492, 
Davis  Manufacturing  Co.,  Inc.  vs.  Director-General,  M.  L.  &  T. 
R.  R.  &  S.  S.  Co.  et  al.,  for  the  removal  by  defendants  of  the 
undue  prejudice  found  to  exist,  has  been  postponed  until  the 
further  order  of  the  Commission. 

The  Commission  has  reopened  for  further  hearing  No.  11012, 
Swift  &  Co.  vs.  Director-General,  Southern  Pacific  et  al. 

The  Illinois  Coal  Traffic  Bureau  has  been  permitted  to  inter- 
vene in  No.  12737  (Sub  No.  1),  Perry  County  Coal  Corporation 
vs.  B.  &  O.  et  al.,  and  No.  12737,  Slogo  Coal  Corporation  vs. 
Missouri  Pacific  et  al. 


TRUCK   COMPETITION    FELT 

The  Ocean  Shore  Railroad  Company  has  been  authorized  by 
the  Commission  to  abandon  its  lines  of  railroad  extending  from 
San  Francisco,  Calif.,  to  Tunitas  Glen,  Calif.,  and  from  Santa 
Cruz  to  Swanton,  in  Santa  Cruz  county,  California.  Construction 
of  the  lines  was  begun  in  1905  and  completed  in  1909.  The  com- 
pleted property,  the  Commission  said,  was  acquired  by  the  ap- 
plicant in  1911  in  reorganization  proceedings  following  a  receiv- 
ership. Gross  revenues  have  never  equaled  operating  expenses, 
and  a  deficit  of  $407,848.37  at  the  close  of  1920  was  met  by 
assessments  on  the  outstanding  stock,  aggregating  $29  a  share. 

"Traffic  has  diminished  progressively,  chiefly  because  of 
increasing  competition  by  motor  vehicles,"  the  Commission  said 
in  its  report.  "The  territory  served  is  devoted  principally  to 
agriculture  and  lumbering.  No  objection  to  the  granting  of  the 
application  has  been  filed  with  us.  The  record  is  clear  that 
but  little  use  has  been  made  of  the  service  in  the  past,  and 
that  there  is  little,  if  any,  prospect  that  the  lines  can  be  made 
to  serve  any  useful  purpose  in  the  future." 


CAMBRIA  AND   INDIANA   LOAN 

The  Cambria  &  Indiana  Railroad  Company  has  applied  to  the 
Commission  for  a  loan  of  $750,000  to  aid  it  in  liquidating  $800,000 
of  6  per  cent  gold  notes  maturing  August  1,  1921. 
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San   FranrUrn 
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62S  Thlrd  3treet 

San  Francisco,  California 

We  make  a  specialty  of  distributing  pool  car  shipments  and  warehousing  merchandise  of 

every  description  at  San  Francisco. 
Write  us  with  reference  to  your  San  Francisco  business. 


R.  B.  YOUNG,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 


312-314-316  WILLIAMSON  STREET 


P.  0.  Box  985 


General      Storage — Re-Consigning —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Cuitom  House 
Broker* — Track    Connection*    with    all     Railroad*    and    Steamship 
Dock* — Member*  American  Chain  of  Warehouse* — Member*  Amer- 
ican Warehousemen'*  Association. 
Phone  No.  4883  SAVANNAH,    GA. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 

PORTLAND,      OREGON 

OREGON  TRANSFER  COMPANY 

Established  In  1868 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

No  switching  charge  on  carload  shipments. 


SEATTLE  TRANSFER  CO. 


123  Jackson  St. 


Seattle,  Wa«h. 


Quick  Distribution  of  all  Pool  Can 
100,000  nq.  ft.  of  warehouse  spue* 
Warehouse-men  and  forwarder!. 


ROCHESTER.  NEW  YORK 

General  Storage      Forwarding      Carload  Distribution 

Excellent  facilities)  for  reshlppins;  without  eartajce.     Tnsmrs.au  rmU 
11  cents.     Member!  of  American  Warehousemen's 
American  Chain  of  Warehouse*, 


B.    R. 


Write  for  particular*. 
P.    WAREHOUSE,    Inc.  KINO   AND    MAPLB    art. 


EL  PASO, TEXAS 

GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  So.  Ft.  Floor  Space  —  Fireproof  —  Bonded  —  J200,MO  Capital 


PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  monthly  service,  Mobile,  Pensacola 
or  Gulfport  to  Antwerp,  Ghent,  Rotterdam, 
Amsterdam  and  French  Atlantic  ports. 

Mobile/West  African  ports,  via  Azores, 
Madeira  Islands  and  Canary  Islands. 

Regular  service,  Mobile  to  all  United  States 
Pacific  Coast  ports. 


St.  Louis  Office : 
1217  Pierce  Building 

IRVING  H.  HELLER,  Manager 


Birmingham  Office: 
424-425  Chamber  of  Commerce  Bldg. 

GEORGE  C.  MCLAUGHLIN,  Manager 
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PROCEDURE  BEFORE  RATE  COM- 
MITTEES 

The  National  Industrial  Traffic  League  announces  that 
its  special  committee  to  confer  with  the  railroad  traffic  execu- 
tives, and  the  traffic  executives  have  agreed  to  the  following 
plan  with  respect  to  matters  handled  by  the  railroad  rate  com- 
mittees: 

"1.    As  to  matters  proposed  by  the  earners: 

(a)  The  railroad  representatives  serving  on  the  ™JlnMdritte 
committee*  will  upon  request  of  shippers  or  receivers  state  the  giound 
upon  which  changes  are  justified. 

<b)  When  requested  by  shippers'  representatives,  either  in  per- 
son or  by  written  communication,  the  chairmen  of  the  railroad  com- 
mittees will  promptly  advise  those  making  the  request  what  action 
Is  finally  decided  upon  with  respect  to  any  subject  that  has  been  con- 
sidered by  the  committee.  .  . 

(c)  When    shippers'    representatives  have    been    so    advised    and 
such    representatives   promptly    advise   the    chairman    of  the    railroad 
committee  that  a  conference  is  desired  with  one  or  more  of  the  traffic 
.'xi-cutivea  directly  involved,  the  publication  of  the  change  will  be  de- 
layed  until  an   opportunity   is   given   the   shippers'    representatives  to 
confer  with  such  executives. 

(d)  If  such  conference  does  not  result  m  the  acceptance  ot   tne 
shippers'  views  in  disposing  of  the  subject,  and  it  is  decided  to  publish 
the    change    proposed,    the    shipper's    representative    will    be    promptly 
advised  and   will  then   be  at   liberty   to  ask   for   suspension   if  he    so 

(e)  With  respect  to  matters  of  general  importance  involving  sub- 
*uch   as  contemplated   in   the   agreement   of   December   14,    1920, 

the  chairman  of  the  railroad  committee,  when  requested  by  the  chair- 
man of  the  League  regional  committee  or  the  general  chairman  of 
the  League  committee,  will  advise  promptly  of  the  final  decision  with 
respect  to  any  subject  docketed  and  where  promptly  notified  that  a 
conference  with  the  traffic  executives  will  be  asked  for,  will  so  notify 
the  appropriate  chairman  of  the  railroad  executive  committee  and 
will  withhold  publication  of  the  change  until  such  conference  is  held. 

(f)  That    as    to    general    subjects    such    as    contemplated    in    the 
previous   paragraph,   the   chairman   or  general   chairman   of  the   ship- 
pers'   committee   will   promptly    advise   the    chairman    of    the    carriers' 
committee  after  the  conference  of  any  action  that  will  be  taken   by 
the  shippers. 

"2.  As  to  changes  requested  by  shippers;  such  changes 
will  be  promptly  docketed  with  the  proper  rate  committee  by 
the  carrier  and  effort  will  be  made  by  the  railroad  rate  com- 
mittees to  expedite  action  thereon  and  the  committees  will,  upon 
request  of  the  shipper  interested,  advise  him  of  progress  with 
respect  to  the  subject. 

"3.  That  members  of  the  League  commfttee  will  exercise 
every  effort  possible  to  expedite  conferences  with  the  railroad 
executives  to  the  end  that  no  unnecessary  delays  may  occur  in 
the  final  disposition  of  any  matter  subject  to  conference. 

"4.  That  the  League  will  not  look  with  favor  upon  requests 
for  conferences  unless  there  appears  to  be  substantial  grounds 
for  believing  the  rate  committees  have  not  given  proper  con- 
sideration to  the  protests  of  those  requesting  the  conference." 

This  agreement  was  reached  after  several  conferences,  the 
League  says,  and  squarely  meets  all  objections,  so  far  raised 
by  League  members,  to  the  manner  in  which  rate  matters  have 
been  handled  by  the  railroad  rate  committees. 

League  members  are  being  urged,  when  handling  individual 
rate  adjustments  before  the  rate  committees,  to  carry  out  the 
spirit  of  this  plan  in  the  broadest  possible  manner. 

The  plan  was  not  proposed  by  the  executives,  but  by  the 
special  committee.  The  only  changes  suggested  by  the  carriers 
in  the  plan  proposed  were  in  the  interest  of  clarity  and  were 
acceptable  to  the  special  committee. 


question  as  to  whether  an  express  company,  under  the  Alabama 
statute,  is  a  common  carrier. 

Treating  the  restrictive  supplement  as  an  effort  to  close 
routes  the  Alabama  shippers  had  long  used  and  an  attempt  to 
cancel  rates  applicable  thereto,  the  Alabama  commission  said 
there  was  no  doubt  in  its  mind  about  its  power  and  duty  to  re- 
ject tariffs  proposing  to  curtail  service,  close  routes,  or  cancel 
rates,  which  consent  to  make  operative  the  Alabama  commission 
had  not  given. 

Fortunately,  this  question  of  through  routes  and  joint  rates 
was  not  one  of  first  impression,  the  Alabama  commission  said. 
The  question  was  raised  and  considered  by  the  federal  commis- 
sion and  disposed  of  by  Commissioner  Lane  in  his  reports  on  the 
subject  (24  I.  C.  C.  380  and  28  I.  C.  C.  131).  In  those  reports 
Lane  said  that  the  express  business  should  flow  with  the  great- 
est possible  celerity  between  all  parts  of  the  country,  and  what- 
ever artificial  barriers  had  been  raised  by  the  existence  of  sep- 
arate companies  should  be  broken  down. 

"If  the  principle  announced  by  Commissioner  Lane  was 
sound  then,  as  we  are  sure  it  was,"  said  the  Alabama  commis- 
sion, "the  same  principle  is  as  sound  today." 

At  the  hearing  the  American  Railway  Express  Company  pro- 
posed a  tonnage  basis  for  handling  the  interchange  business, 
but  the  Alabama  commission  rejected  its  proposals.  It  also  re- 
jected a  proposal  to  establish  certain  joint  rates.  The  Alabama 
commission  said  it  could  not  understand  by  what  reasoning  the 
older  company  could  propose  joint  rates  for  specified  communi- 
ties in  Alabama  and,  by  exclusion,  deny  them  to  others.  It  said 
a  proposal  to  have  a  selected  list  of  preferred  communities  which 
were  to  have  joint  rates,  while  others  would  pay  the  sums  of  the 
locals,  was  put  before  the  federal  Commission,  and  rejected  as 
impracticable.  It  made  its  rate  scheme  on  the  theory  that  rates 
should  be  the  same  regardless  of  the  route  of  movement  and  that 
the  different  companies  should  make  arrangements  for  handling 
express  packages  on  the  most  expeditious  schedules,  the  element 
of  time  being  the  chief  one  in  the  whole  business. 

So  far  as  the  federal  commission  is  concerned,  the  trouble 
created  by  the  publication  of  the  restrictive  routing  supplement 
has  disappeared.  No  complaints  are  coming  to  the  Commission, 
which  has,  however,  made  no  move  to  give  a  flearing  on  the 
formal  complaint  of  the  Southeastern  against  the  older  company. 


EXPRESS  TARIFF  REJECTED 

The  Traffic  World  Washington  Bureau 

Alabama's  state  commission  has  issued  a  permanent  order  of 
rejection  against  the  restrictive  routing  tariff  supplement  of  the 
American  Railway  Express  Company.  The  order  requires  the 
two  express  companies  to  continue  the  through  route  and  joint 
rate  arrangements  that  were  in  effect  April  30,  the  last  day  on 
which  the  American  Railway  Express  Company  operated  the 
express  service  on  the  Southern  Railway  System  and  the  Mo- 
bile &  Ohio.  The  restrictive  supplement  never  seriously  went 
into  effect  on  business  within  Alabama  because  the  day  after 
it  nominally  became  operative  in  that' and  all  other  states,  the 
Alabama  commission  issued  a  temporary  rejection  order. 

Whether  the  older  express  company  is  paying  any  attention 
to  the  rejection- order  is  not  known.  The  attitude  of  the  express 
companies  toward  state  commissions,  as  a  rule,  is  that  they 
have  no  jurisdiction  over  their  rates,  rules,  regulations  and  prac- 
tices, through  the  system  of  stating  rates,  devised  by  the  late 
Franklin  K.  Lane  while  a  member  of  the  federal  Commission, 
was  put  into  effect  in  Alabama  and  other  states  on  permission 
from  the  state  authorities. 

The  older  express  company  challenged  the  jurisdiction  of 
the  Alabama  commission,  on  what  ground  is  not  set  forth  in  the 
report  and  order  of  the  Alabama  commission  on  the  case.  The 
Alabama  commission,  in  disposing  of  the  jurisdictional  question, 
sviewed  only  what  it  deemed  the  pertinent  parts  of  the  Alabama 
transportation  law  of  1920  and  announced  that,  in  its  opinion, 
there  could  be  no  doubt  about  its  jurisdiction  of  the  case.  It 
treated  the  jurisdictional  question  as  one  merely  raising  the 


PULLMAN  FARES  ATTACKED 

The  Traffic  World  Washington  Bureau 

Chief  Examiner  Quirk  heard  testimony,  June  16,  in  No.  11567, 
Order  of  United  Commercial  Travelers  of  America  et  al.  vs.  the 
Pullman  Company,  in  which  the  commercial  travelers  attack  the 
20  per  cent  increase  in  Pullman  fares  which  was  made  effective 
May  1,  1920.  Hearings  in  the  case  were  started  last  fall  and  then 
postponed  until  June  this  year. 

L.  S.  Taylor,  vice-president  of  the  Pullman  Company,  said 
that,  from  May  1  to  September  1,  1920,  the  20  per  cent  increase 
was  reflected  to  that  extent  in  the  revenues  of  the  company  as 
compared  with  the  revenues  of  the  year  before,  but  that  after 
application  of  the  Pullman  surcharge  of  50  per  cent  August  2G, 
1920,  revenues  and  the  number  of  passengers  decreased.  In 
February,  1921,  he  said,  the  falling  off  in  business  had  practically 
wiped  out  the  20  per  cent  increase,  and  in  April,  the  revenues 
were  7%  per  cent  less  than  in  April,  1920.  He  said  the  number 
of  berth  and  seat  passengers  was  24  per  cent  less  in  April  than  in 
April,  1920. 

All  of  the  loss  in  business  was  not  attributed  to  the  imposi- 
tion of  the  surcharge,  the  witness  said,  but  he  said  the  company 
did  believe  that  the  application  of  the  surcharge  was  a  serious 
blow  to  the  company's  revenues  and  that  it  was  a  question  as 
to  whether  or  not  the  railroads  had  gained  by  the  application 
of  the  surcharge.  He  said  it  was  the  company's  thought  that 
the  roads  had  lost  passenger  revenue  on  account  of  the  surcharge. 

Counsel  for  the  commercial  travelers  endeavored  to  show 
that  costs  of  materials  used  by  the  Pullman  company  had  de- 
clined. Prices  for  such  articles  as  towels  and  blankets  were 
put  in  the  record  by  the  complainants  and  Mr.  Taylor  said  the 
company  bought  such  articles  at  lower  prices  than  those  quoted 
and  got  a  better  quality  of  material  because  purchases  were  made 
in  large  lots. 

The  question  of  the  Pullman  company's  claim  against  the 
Railroad  Administration  was  gone  into.  Mr.  Taylor  said  the 
company's  total  claim  was  about  $24,000,000,  of  which  $7,000,00( 
had  been  paid.  He  said  the  claim  for  undermaintenance  was 
about  $7,250,000. 


M.  K.  &  T.  CERTIFICATES 

C.  E.  Schaff,  receiver  of  the  M.  K.  &  T.  of  Texas,  has  peti- 
tioned the  Commission  for  authority  to  extend  for  twelve  months 
$3,000,000  of  receiver's  certificates  at  6  per  cent.  The  certificates 
were  dated  February  13,  1917,  and  the  receiver  proposes  to  ex- 
tend them  from  February  15,  1921,  to  February  15,  1922.  The 
applicant  says  he  was  without  means  to  pay  the  certificates  on 
the  date  of  maturity. 
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MORE  THAN  A  BOOK— A  SERVICE 

READY  for  immediate  delivery.    The  only  authoritative  and  complete  guide  for 
exporting  manufacturers.    Contains  accurate  detailed  information  on  every 
question  which  can  arise  in  connection  with  an  export  order. 

CONDENSED  TABLE  OF  CONTENTS 


Alphabetical   Index  of  Porto,   Cltlei  and  Countries  of  the 

World. 

Alphabetical  Lilt  of  Steamship  Lines  and  Agents. 
Approximate  Valuei  of  Foreign   Coini. 
Bank!  and  Bankers  In   Foreign  Trade. 
Bills  of  Lading   (Arrangement  of). 
Cable  Rates. 

Commerce.   Industries,  etc..  of  each  Country. 
Commercial   Terms   (Explanation   of). 
Consignment  of  Goods. 

Consular  Invoices  (FaC'Slmlles  and  Instructions). 
Consular  Regulations  (in  full  for  each  country). 
Consuls  (American  and  Foreign). 
Conversion  Tables  of  Foreign  Currencies. 


Distances  from  New  York  (Table). 

Drawbacks  on   Export  Shipments. 

Foreign   Drafts  (Arrangement  of). 

Foreign  Postage  Rates. 

Foreign   Weights  and   Measures   (American   Equivalents). 

Mall  Time  to  Foreign  Cities. 

Marine  Insurance. 

Metric  Weights  and  Measures. 

Minimum  Bills  of  Lading  (for  each  ihlpplng  route). 

Parcels  Post. 

Packing  tor  Export. 

Postal   Money  Order  System   (Foreign). 

Protection  of  Trade  Marks  Abroad. 

Selling   American    Goods   Abroad. 


and 

All  the  Shipping  Routes  from  New  York,  Philadelphia,  Boston,  Baltimore,  Savannah,  New  Orleans  and  Pacific 
Coast  Ports  to  all  parts  of  the  world,  arranged  under  countries  which  they  serve.  Each  section  gives  complete 
detailed  Information  concerning  the  regulations  and  requirements  of  each  line  to  be  observed  by  the  shipper. 

"Our  Text  Book  on  Export  Matters" 

"We  have  many  inquiries  from  our  members  engaged  in  foreign  trade  for  information  relative  to  steamship  routes,  sail- 
ings to  various  countries,  Consular  regulations  respecting  transportaton  of  freight  to  a  particular  country,  steamship 
regulations  governing  the  form,  issuance  and  substance  of  shipping  receipts  and  procedure  in  making  export  shipments. 

Our  experience  in  connection  with  the  gathering  of  export  information  has  developed  that  your  work  contains  com-     . 
plete  and  up-to-date  information  in  condensed  form;   your  publication  is  practically  our  text  book  on  export      •  «.-• 
matters  and  is  in  almost  daily  use."  /  •i^? 

THE  MERCHANTS'  ASSOCIATION  OF  NEW  YORK. 

With  a  subscription  to  the  ENCYCLOPAEDIA  is  included  a  bulletin  service  consisting  of  fre-     t 
quent  bulletins  keeping  the  information  accurate  and  up-to-date,  and  a  loose-leaf  binder  in     . 
which  they  may  be  conveniently  filed.  £ 

FREE  EXAMINATION  OFFER  /'<?\ 

Don't  send  any  money.     Mail  the  coupon  and  we  will  send  the  ENCYCLOPAEDIA  for  five 
days'  free  examination.     If  you  find  it  valuable,  send  us  your  check  for  $15.00  for  the  com- 
plete service.     If  not,  send  it  back,  charges  collect.     It  doesn't  cost   you  a  cent,  so  fill 
in  and  mail  the  coupon. 
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INLAND  WATERWAYS  SERVICE 

r-3  »  Q  The  Traffic  World  Washington  Bureau 

Officials  of  the"  Inland  and  Coastwise  Waterways,  which  may 
be  called  the  transportation  section  of  the  corps  of  engineers 
of  the  War  Department,  are  optimistic  about  the  efforts  of  the 
government  to  show  that  the  establishment  of  common  carrier 
service  on  the  inland  waters  of  the  United  States  is  warranted 
and  can  be  made  successful.  The  government  is  trying  to  prove 
that  traffic  can  be  carried  on  the  improved  rivers  of  the  coun- 
try. The  hope  of  the  army  engineers  is  that  they  will  demon- 
strate that  fact  to  such  an  extent  that,  in  time,  the  government 
can  go  out  of  the  transportation  business  it  now  maintains  on 
the  lower  Mississippi  and  the  Warrior  rivers,  under  the  general 
management  of  Theodore  Brent,  one  time  member  of  the 
Shipping  Board  and  before  that  traffic  man  for  the  commercial 
Interests  of  New  Orleans,  and  turn  it  over  to  a  private  company 
for  continuance  at  a  reasonable  return  on  the  investment. 

In  April,  the  last  month  for  which  there  is  a  report  as  to 
revenue  and  expenses,  according  to  Captain  Bliss,  of  the  In- 
land Waterway  Division  of  the  engineer  corps,  the  Mississippi- 
Warrior  service,  after  deducting  all  overhead  expenses,  depreci- 
ation, insurance  and  claims,  had  a  net  income  of  approximately 
$16,000.  That,  he  said,  represented  a  return  on  the  investment 
of  about  2.8  per  cent.  The  actual  out  of  pocket  loss  in  Janu- 
ary was  about  $20,000,  but  the  officials  expect  the  service  to 
make  good  that  deficit  and  to  show  a  net  income  before  the  end 
of  the  year.  February  and  March  broke  nearly  even. 

The  government  now  has  in  operation  on  the  lower  Missis- 
sippi 40  2,000-ton  barges  and  four  1800-horsepower  twin  screw 
steel  tugs.  This  is  all  new  equipment  which  was  contracted 
for  by  the  Railroad  Administration.  In  addition,  the  old  equip- 
ment, with  which  the  service  was  started,  is  being  used.  On 
the  Warrior  River  the  government  has  three  new  900-horse- 
power  tugs  and  two  self-propelled  barges. 

Officials  of  the  waterways  service  explain  that  the  gov- 
ernment has  no  monopoly  as  to  the  operation  of  tugs  and  barges 
on  the  Mississippi.  In  other  words,  if  anyone  wants  to  go  into 
that  business,  the  field  is  open,  either  for  all-water  or  rail-and- 
water  service,  if  the  one  desiring  to  try  his-  fortune  in  that  busi- 
ness can  make  joint  rate  arrangements.  As  a  matter  of  fact, 
there  is  no  competition  by  private  capital  at  the  present  time. 
There  is  occasional  service,  to  a  limited  extent,  by  boats  not 
controlled  by  the  government,  but  that  service  is  said  to  be 
negligible  and  no  regular  routes  are  maintained  other  than  by 
the  government  by  means  of  barges. 

Under  the  authority  of  Congress  as  provided  in  the  trans- 
portation act  the  Inland  Waterways  division  of  the  War  Depart- 
ment is  continuing  the  work  of  the  Railroad  Administration  in 
building  up  the  barge  service  on  the  Mississippi  and  Warrior 
rivers  with  the  purpose  in  view  of  turning  the  service  over  to 
private  enterprise  when  it  has  been  demonstrated  that  it  can 
be  made  successful.  There  is  no  intent,  according  to  officials, 
to  establish  a  permanent  government  service  on  the  inland 
waterways. 


COTTONSEED  OIL  RATES 

An  attempt  to  obtain  reparation  on  nine  carloads  of  solidified 

cottonseed  oil,  which  moved   from   Chattanooga,   Tenn.,   to   Chi- 

cago, E.  St.  Louis,  and  Sherman,  Texas,  between  September  6 

18,  and  July  21,  1920,  is  being  made  by  the  Lookout  Oil  &  Refin- 

ing Co.,  in  No.  12422,  against  Alabama  &  Vicksburg,  Director- 

.eneral.  et  al.,  hearing  on  which  was  held  before  Examiner  C   R 

seal  in  Chicago,  June  23.    The  shipments  were  made  in  bags  and 

the  complainants  asked  reparation  down  to  subsequently  estab- 

a  rates  which  were  in  effect  on  liquid  cottonseed  oil  and 

olidified  cottonseed  oil  in  barrels  and  tank  cars  at  the  time  the 

shipments  moved. 

The  rates  paid  varied  greatly,  undercharges  being  assessed 

on  some  and  overcharges  on  others.    Four  carloads  which  moved 

.hicago  were  assessed  a  25  cent  commodity  rate  to  the  Ohio 

River  and  a  22%  cent  fifth  class  rate  beyond  to  Chicago     For 

s  movement  the  complainants  say  a  33  cent  rate  should  have 

»      C,  Ca7ged\   On  one  carloa<l  t°  East  St.  Louis  a  fifth  class 

i4  cents  was  assessed,  while  on  three  other  cars  to  the 

stination  a  commodity  rate  of  35  cents  was  charged.   The 

>ment  to  Sherman  was  charged  for  at  a  rate  of  77%  cents 

wh  ch  the  complainants  said  they  were  unable  to  check     Many 

ates  as  charges  were  those  applying  on  animal  stearine, 

rinrJ  »hPPing  ?  6rk  Eil  Chattan°°ea  having  so  billed  them,  and 

the  legally  applicable  rate  on  solidified  cottonseed  oil  was 

SEi  !?  ,eXCe88  °f  the  animal  8tearine  rate-  the  over- 

arges  referred  to  were  assessed.     W.  W    Manker    assistant 

raffle  manager  for  Armour  &   Co..   of   wWch   the 


the  legally  applicable  solidified  cottonseed  oil  in  bags  rate  of 
75%  cents.  Objection  was  raised  by  E.  C.  Blanchard,  attorney 
for  the  Director-General,  who  pointed  out  that  the  statutory  time 
for  filing  such  a  claim  had  expired.  The  Armour  attorney  made 
the  assertion,  however,  that  paragraph  C  of  section  206  of  the 
transportation  act  limited  only  the  time  for  filing  claims  for  over- 
charge and  did  not  therefore  bar  a  claim  for  the  waiving  of  un- 
dercharges. The  examiner  did  not  rule  on  the  point,  saying  that 
the  fact  that  the  Kansas  City  shipment  brought  a  new  rate  into 
the  case  was  in  itself  sufficient  to  bar  the  amendment. 

R.  C.  Trovillion,  assistant  general  freight  agent  for  the  M. 
K.  &  T.,  took  the  position  that  the  rates  assessed  were  reasonable 
at  the  time  and  that  their  reduction  could  not  be  taken  as  an 
admission  on  the  part  of  the  Director-General  or  the  carriers  that 
they  had  been  too  high. 


CHICAGO  UNION  STATION  CO.  BONDS 

The  Traffic  World  Washington  Bin-fan 

The  Chicago  Union  Station  Co.,  C.  B.  &  Q.,  C.  M.  &  St.  P., 
P.  C.  C.  &  St.  L.,  and  the  Pennsylvania  Co.  have  filed  an  appli- 
cation with  the  Commission  asking  for  an  order  authorizing  the 
Chicago  Union  Station  Co.  to  issue  under  its  first  mortgage,  dated 
July  1,  1915,  and  to  sell  its  first  mortgage  gold  bonds  of  series  C, 
in  the  aggregate  principal  amount  of  $6,000,000,  in  addition  to 
bonds  heretofore  issued  under  that  mortgage,  and  also  authoriz- 
ing the  proprietary  companies  to  guarantee  by  endorsement  the 
payment  of  the  principal  and  interest  on  the  $6,000,000  of  bonds. 
It  is  set  forth  in  the  application  that,  in  order  to  secure 
necessary  funds  for  the  construction  of  its  passenger  station  and 
facilities  in  Chicago,  the  station  company  executed  its  first  mort- 
gage, dated  July  1,  1915,  to  secure  the  issue  of  not  exceeding 
$60,000,000  of  first  mortgage  gold  bonds.  Under  the  mortgage 
$30,850,000  of  first  mortgage,  4%  per  cent  gold  bonds  of  series  A 
have  been  certified  by  the  trustee,  and  of  that  amount  $30,000,000 
have  been  sold  and  $850,000  pledged  as  security  for  a  promissory 
note  of  like  amount.  In  addition,  $16,150,000  of  other  bonds  have 
been  issued  under  the  mortgage,  $6,150,000  of  which  are  in  the 
company's  treasury,  the  remaining  $10,000,000  having  been  sold. 
The  applicants  say  it  is  inadvisable  to  market  the  $6,150,000 
bonds  which  bear  5  per  cent  interest  at  this  time  because  the 
money  market  will  not  permit  the  station  company  to  borrow 
money  at  a  rate  of  interest  as  low  as  5  per  cent.  Therefore,  the 
applicants  say,  the  station  company  desires  to  issue  and 'sell 
$6,000,000  of  6%  per  cent  bonds  to  enable  it  to  get  funds  to  pro- 
feed  with  the  construction  of  its  station  and  facilities.  These 
bonds  will  mature  July  1,  1963,  being  redeemable  at  the  option 
of  the  station  company  on  January  1,  1935,  or  on  any  interest 
date  thereafter,  at  110  per  cent  of  their  principal  amount  and 
accrued  interest. 

Subject  to  the  approval  of  the  Commission,  the  bonds  have 
been  sold  to  Kuhn,  Loeb  &  Co.,  Lee  Higginson  &  Co.,  Illinois  Trust 
&  Savings  Bank,  the  National  City  Company  and  the  First  Na- 
tional Bank  of  New  York  at  97%  per  cent  of  their  principal 
amount  and  accrued  interest. 


An  attempt  was  made  by  Paul  E.  Blanchard,  attorney  for  the 
P8h  nned  r0rnamerhd  hh6  comPlaintso  as  to  include  a  car  whch 
P    .     °,m  Chattanooga  to  Kansas  City  May  7   1919    on 

ar«  ?revfate»°f  5,4,  Centa  WaS  Char*ed  and  °»  whlcS 
are  trying  to  collect  an  overcharge  of  $79.30,  up  to 


LOSS  AND  DAMAGE  FIGURES 

The  Traffic  World  Washington  Bureau 

A  compilation  of  loss  and  damage  freight  expenditures  in  the 
fiscal  years  1914  to  1916,  inclusive,  and  in  the  calendar  years 
916  to  1920,  inclusive,  prepared  by  the  Bureau  of  Railway  Econ- 
omics, shows  that  in  the  calendar  year  1920  expenditures  on  loss 
and  damage  claims  totaled  $104,398,930,  which  was  2.42  cents 
out  of  every  dollar  of  freight  revenue. 

In  1919  the  payments  amounted  to  $104,507,174,  or  2.949 
cents  out  of  every  dollar  of  freight  revenue.  In  1918  the  pay- 
ments amounted  to  $55,852,797,  or  1.623  cents  out  of  each  dollar 
of  freight  revenue.  In  1917  the  payments  amounted  to  $35,- 
079,757,  or  1.244  cents  out  of  every  dollar  of  freight  revenue. 
In  1916.  the  payments  totaled  $23,346,965,  or  0.912  cents  out  of 
each  dollar  of  freight  revenue. 

In  the  fiscal  year  1916  the  payments  amounted  to  $22,738,- 
893,  or  0.947  cents  out  of  each  dollar  of  freight  revenue.  In  the 
fiscal  year  1915  the  payments  totaled  $29,528,016,  or  1.493  cents 
out  of  each  dollar  of  freight  revenue.  In  the  fiscal  year  1914 
the  payments  totaled  $33,279,057,  or  1.616  cents  out  of  each  dollar 
of  freight  revenue. 

The  large  payments  in  1919  and  1920  resulted  from  the 
extraordinary  volume  of  business  which  had  to  be  done  under 
war  conditions,  chief  of  which  were  lack  of  expert  labor  and  the 
necessary  employment  of  those  not  skilled  in  transportation. 

The  figures  for  1920,  the  Bureau  said,  are  subject  to  revi- 
sion because  the  reports  of  one  Class  1  road  had  not  been  re- 
ceived when  the  compilation  was  made. 

ST.   LOUIS  TERMINAL   R.    R.   BONDS. 

The  Terminal  Railroad  Association  of  St.  Louis  has  been 
authorized  to  issue  nominally  $719,000  of  general  mortgage  4 
per  cent  bonds  to  reimburse  its  treasury  for  expenditures  there- 
from for  additions  and  betterments.  Authority  to  sell  the  bonds 
was  not  requested  but  the  company  proposes  to  ask  for  that 
authority  later. 
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Customs  House  Brokers 


FOR 


MEXICO 

BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agent* 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


North  China  Line 


(Columbia  Pacific  Shipping  Company) 
op 

PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,    Tientsin    (Taku    Bar), 

Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama  and  Kobe 

Sailing*  Every  Tw.nljr-on.  U«r.  From 

PORTLAND,  OREGON 
(ALL  AMERICAN  fl.,  A-l  S|MI  S,..m«. 

SS  "WEST  KADER"  June  «7 

SS  "WEST  KEATS"  July  18 

SS  "WEST  NIVARIA"  August  8 

SS  "VIMT.V  Augurt  ta 

Transhipment   at  Shanghai   to   American    River  •teamen   for 

Nanking.    Puknw,    Hankow    and    other    open 

Yangtse   River   ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 
Sudden  &  Christenson 

General  Eastern  Af »nt • 

44  Whitehall  St.,  New  York  City 
or 

Columbia  Pacific  Shipping  Company 

G«n.r«l  Office! 

Board  of  Trade  Building,  Portland,  Oregon 


The  "Watchdog" 

In  "due  time,"  the  Interstate  Com- 
merce Commission  promulgates  for  pub- 
lic information  its  Opinions,  Orders  and 
Decisions;  the  Treasury  Department, 
its  Tax  Rulings  and  Interpretations;  the 
Railroad  Administration,  its  Orders  per- 
taining to  the  handling  of  Equipment 
and  Traffic;  the  Railroads,  through 
their  tariffs,  Changes  in  Rates;  and  in 
"due  time,"  also,  the  public  gets  full  in- 
formation of  what  Congress  is  doing  in 
the  matter  of  legislation  affecting  trans- 
portation, but — folks  don't  always  like 
to  await  the  late  arrival  of  vital  news, 
be  it  good  or  bad. 

Our  "Watching  Service"  will  largely 
supply  this  missing  link  in  your  source 
of  information. 

"AT  YOUR  SERVICE" 

SPECIAL  SERVICE  DEPARTMENT 

The  Traffic  Service  Corporation 

Colorado  Bldg.  WASHINGTON,  D.  C. 
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SUIT  FOR  REPARATION 


The  Traffic  World  Washington  Bureau 

The  World  Publishing  Company,  the  Democrat  Printing 
Company,  and  the  Tulsa  Paper  Company,  all  of  Tulsa,  Okla., 
through  Karl  Knox  Gartner,  counsel,  this  week  filed  suit  in  tl 
court  of  claims  against  the  United  States  to  recover  judgments 
aggregating  $11,656.41  and  interest,  based  on  awards  of  repar- 
ation made  by  the  Interstate  Commerce  Commission  against 
the  Director  General  in  World  Publishing  Company  et  al.  vs. 
Director  General,  A.,  T.  &  S.  F.  et  al.,  53  I.  C.  C.  491. 

The  action  might  have  been  brought  in  a  state  or  federal 
court  at  Tulsa,  but  Mr.  Gartner  filed  the  suit  In  the  court  of 
claims  to  ascertain  chiefly  whether  that  court  would  assume 
jurisdiction  of  suits  against  the  United  States  to  recover  repar- 
ation awarded  by  the  Commission  against  the  Director  General, 
and  which  the  latter  declines  to  pay.  Mr.  Gartner  believes  that, 
if  the  court  will  assume  jurisdiction,  the  disposition  of  similar 
suits  will  be  greatly  expedited  because  appeals  would  go  directly 
to  the  United  States  Supreme  Court,  whereas,  if  the  actions 
were  originated  in  state  or  federal  courts  and  appeals  were 
taken,  probably  six  years  would  elapse  before  the  United  States 
Supreme  Court  would  decide  the  cases. 

Provision  for  causes  of  action  against  the  Director  General 
as  agent  of  the  President  is  made  in  section  206  of  the  trans- 
portation act  and  suits  for  the  collection  of  reparation  may  be 
filed  in  the  state  or  federal  courts  having  jurisdiction  of  the 
parties  against  the  Director  General  if  he  declines  to  pay  repar- 
ation awarded  by  the  Commission. 

The  suit  filed  by  Mr.  Gartner  is  brought  against  the  United 
States  directly  under  section  145  of  the  judicial  code  on  the 
theory  that  that  court  has  jurisdiction  because  a  claim  based 
on  a  contract  with  the  United  States  is  in  issue. 

The  bills  of  lading  under  which  the  shipments  of  paper 
moved,  it  Is  contended,  constituted  contracts  for  transporta- 
tion under  which  the  United  States,  operating  the  railroads, 
undertook  to  transport  the  shipments. 

The  awards  of  reparation  by  the  Commission  were  based 
on  a  finding  that  rates  on  newsprint  and  toilet  paper  from 
points  in  Wisconsin  and  Minnesota  to  Tulsa  were  unreasonable. 

The  World  Publishing  Company  was  awarded  the  sum  of 
$5,878.89  with  6  per  cent  interest  from  November  25,  1918;  the 
Democrat  Printing  Company,  $4,444.08  with  6  per  cent  inter- 
est from  September  10,  1918,  and  the  Tulsa  Paper  Company, 
$1,335.44  with  6  per  cent  interest  from  October  1,  1918. 

It  is  averred  in  the  suit  that  the  Director  General,  or  any 
of  the  defendant  railroad  companies,  did  not  challenge  in  any 
way  the  decision  and  orders  of  the  Commission  in  the  case,  but 
that  the  Director  General  has  refused  to  pay  the  reparation 
due. 


TANKAGE,  ST.  LOUIS  TO  LITTLE  ROCK 

A  rate  of  22%  cents,  assessed  on  shipments  of  ground 
garbage  tankage  between  St.  Louis  and  Dupo  (within  the  St. 
Louis  switching  district)  to  Little  Rock,  Ark.,  when  a  rate  of 
12%  cents  was  simultaneously  in  effect  on  unground  garbage 
tankage  for  the  same  movement,  was  unjust  and  unreasonable, 
according  to  B.  P.  Sanders,  traffic  manager  for  Darling  &  Co., 
who  testified  on  behalf  of  the  complainants  in  No.  12189,  In- 
diana Reduction  Company  vs.  Director  General,  at  the  hearing 
on  that  case  before  Examiners  C.  R.  Seal  and  R.  L.  Shanafelt 
in  Chicago,  June  20. 

Reparation  was  asked  on  17  shipments  of  the  unground 
tankage  which  moved  between  November  18,  1918,  and  March 
4,  1919.  Mr.  Sanders  said  that  at  the  time  these  shipments 
moved,  garbage  tankage  was  not  carried  in  Western  Classifi- 
cation under  "fertilizers  N.  O.  I.  B.  N.,"  but  that  it  was  subse- 
quently placed  in  that  class  and  given  a  rate  of  20  cents  for 
the  movement  involved.  Even  that  rate,  to  his  way  of  think- 
ing, was  far  too  high,  because,  he  said,  ground  garbage  tank- 
age weighs  about  40  per  cent  more  for  the  same  volume  than 
does  the  unground.  Therefore,  in  his  opinion,  it  should  at 
least  take  as  low  a  rate  as  the  unground,  namely,  12%  cents. 

W.  H.  Quigg,  traffic  assistant  for  the  Director  General, 
maintained  that  the  rate  on  unground  tankage  was  unduly  de- 
pressed because  it  had  been  made  in  1913  to  enable  St.  Louis 
producers  to  compete  with  those  at  New  Orleans  in  the  fur- 
nishing of  raw  material  for  a  new  fertilizer  manufacturing 
plant  at  Little  Rock.  The  New  Orleans  rate,  he  said,  was 
water  depressed,  therefore  the  St.  Louis  rate  was  also  very 
low.  There  was  no  reason,  he  said,  why  the  low  rate  should 
be  extended  to  ground  garbage  tankage,  especially  since  the 
plant  of  the  Indiana  Reduction  Co.  had  been  shut  down  and 
none  of  this  material  had  moved  since  the  movements  involved. 
He  also  pointed  out  that  some  fertilizer  materials  take  a  rating 
ven  higher  than  class  E,  which  was  the  one  assessed  on  these 
ihipments,  in  Western  Classification.  It  was  also  logical,  he 
Raid,  to  make  a  lower  rate  on  the  fertilizer  than  on  the  mate- 
rial from  which  it  is  made,  because  the  movement  of  fertilizer 
la  more  regular  and  general. 

A.  M.  Bull,  who  conducted  the  case  for  the  Director  Gen- 


eral, objected  to  the  granting  of  reparation  since,  he  said,  it 
was'  impossible  to  ascertain  whether  or  not  the  Indiana  Re- 
duction Co.  still  had  a  corporate  existence.  Nuel  D.  Belnap, 
attorney  for  the  complainants,  said  he  would  furnish  definite 
information  on  the  point  and  explained  that  Darling  &  Co. 
owned  all  of  the  stock  of  the  Indiana  Reduction  Co.  with  the 
exception  of  qualifying  directors'  shares. 

CONDENSED  MILK,  ARIZ.  TO  TEX. 

A  promise,  made  by  traffic  officials  of  the  Santa  Fe,  to  es- 
tablish a  rate  on  condensed  milk  in  cans  from  Glendale,  Ariz., 
to  Texas  common  points  which  would  enable  a  plant  at  that 
point  to  compete  with  others  at  Creamery  and  Tempe,  Ariz., 
was  a  determining  factor  in  the  location  of  the  plant  of  the 
Pacific  Creamery  Company  at  Glendale,  according  to  W.  W. 
Manker,  assistant  traffic  manager  for  Armour  &  Co.,  who  ap- 
peared for  the  complainant  at  the  hearing  on  No.  12433,  Pacific 
Creamery  Company  vs.  A.  T.  &  S.  F.,  Director  General,  et  all., 
at  the  hearing  before  Examiners  C.  R.  Seal  and  R.  L.  Shana- 
felt in  Chicago,  June  20. 

Mr.  Manker  said  that  the  Pacific  company  was  a  subsid- 
iary of  Armour  &  Co.,  and  that  after  the  plant  had  been  lo- 
cated at  Glendale,  the  Santa  Fe  failed  to  keep  its  promise  to 
establish  the  same  rate  on  condensed  milk  as  applied  from  the 
other  two  Arizona  condensed  milk  plants.  The  Railroad  Ad- 
ministration also  failed  to  put  in  the  promised  rate,  he  said, 
and  it  was  not  until  November  1,  1920,  that  it  was  finally  made 
effective. 

The  complaint  in  the  case,  drawn  up  by  Paul  E.  Blanchard, 
asks  for  reparation  on  16  cars  which  moved  in  the  period  from 
September  1  to  November  1,  1919,  amounting  to  $1,475.95.  This 
would  bring  the  rate  as  paid  down  to  the  present  rates  from  all 
three  Arizona  producing  points — 81%  cents  on  a  40,000  pound 
minimum  and  67%  cents  on  a  60,000  pound  minimum. 

The  rates  paid  were  based  on  a  combination  of  the  local 
rates  from  Glendale  to  Phoenix  and  from  Phoenix  to  Tempe 
added  to  the  through  rate  from  Tempe,  which  brought  them 
up  to  77%  and  91%  cents  on  the  two  minimums.  In  addition 
to  the  rates  as  figured,  according  to  Mr.  Manker,  a  straight 
overcharge  of  6  cents  was  paid  on  some  of  the  shipments  be- 
cause of  the  assessment  of  11  cents  as  the  fifth  class  local  rate, 
by  the  Arizona  Eastern,  on  the  haul  from  Phoenix  to  Tempe, 
whereas  the  alleged  proper  rate  was  5  cents. 

A.  M.  Bull,  appearing  for  the  Director  General,  took  the 
position  that  the  rates  as  charged  were  reasonable  per  se;  his 
witness,  Paul  P.  Hastings  of  the  Director  General's  offices, 
presented  some  comparisons  in  which  he  purported  to  show 
that  the  earnings  on  the  traffic  in  question  were  low.  He  in- 
troduced as  evidence  in  this  case  a  transcript  of  his  testimony 
in  No.  10512,  Charles  Boldt  Paper  -Mills  vs.  Director  General, 
in  which  issues  of  a  similar  nature  in  the  same  general  terri- 
tory were  in  question. 


TIME  FOR   PAYING   CLAIMS 

The  Traffic  World  Washington  Bureau 

Senator  Trammell  of  Florida  has  introduced  a  bill  (S.  2096) 
providing  that  it  shall  be  the  duty  of  common  carriers  to  pay 
within  sixty  days  of  the  date  of  filing  with  them  claims  for  loss 
and  damage,  overcharges,  and  reciprocal  demurrage.  Any  car- 
rier failing  to  comply  with  the  act  would  be  liable  to  the  claim- 
ant for  the  amount  of  his  claim  and  25  per  cent  per  annum 
interest  on  the  principal  sum  of  the  claim  from  the  date  of 
filing.  It  is  provided  when  the  claimant  shall  bring  suit  and 
recover  judgment  for  his  claim  he  shall  be  allowed  the  25  per 
cent  interest  in  addition  to  the  principal  sum  of  the  claim,  and 
also  a  reasonable  attorney's  fee,  which  shall  be  fixed  by  the  court, 
not  to  exceed  $15  if  the  amount  of  the  judgment  does  not  exceed 
$100  and  not  to  exceed  15  per  cent  on  any  amount  recovered  greater 
than  the  sum  of  $100.  A  proviso  reads  "that  the  claimant  shall 
not  recover  and  have  judgment  for  the  said  25  per  centum  per 
annum,  nor  attorney's  fee  unless  he  recovers  judgment  for  a 
sum  which  fixes  the  principal  sum  of  said  claim  at  an  amount 
greater  than  the  amount  which  said  common  carrier  had  offered 
and  tendered  to  the  claimant  in  settlement  of  his  or  its  claim 
before  expiration  of  said  sixty  days  in  which  the  said  common 
carrier  is  required  to  pay  such  claim  under  the  provisions  of 
section  1  of  this  act."  The  act  would  apply  only  to  claims  aris- 
ing from  interstate  shipments. 


INQUIRY    INTO   OKLAHOMA    RATES 

As  the  result  of  action  by  the  Corporation  Commission  of 
Oklahoma  in  canceling,  June  7,  all  previous  orders  under  which 
the  carriers  were  permitted  to  apply  increases  for  intrastate 
traffic  similar  to  those  applied  on  interstate  traffic  in  that  ter- 
ritory, the  Commission,  on  petition  of  the  carriers,  has  instituted 
an  investigation  under  Docket  No.  12753,  Oklahoma  rates,  fares 
and  charges,  to  determine  whether  discrimination  against  inter- 
state commerce  exists  because  of  the  state  commission's  action. 
Commissioner  Lewis  and  Examiner  Hunter  will  hold  a  hearing 
in  the  case  at  Oklahoma  City,  Okla.,  July  14. 


June  :::,. 
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GALVESTO 


Largest  Coastwise  Port  on  the  Gulf 

Only  5/4  days  from  New  York  via  Morgan  and  Mallory  lines,  with  five 
sailings  each  way  per  week. 

Favorable  freight  rates  from  New  York,  New  England,  Delaware,  Maryland, 
Pennsylvania  and  Virginia,  via  New  York,  Morgan  or  Mallory  lines,  together  with 
favorable  distributing  rates  from  Galveston  to  interior  consuming  points,  make 
this  port  an 

Ideal  Distributing  Point 

for  eastern  manufacturers  and  shippers. 

Warehouse  facilities  entirely  adequate. 

One  line  rail  service  from  Galveston  to  all  points  of  any  importance  in  Texas, 
insuring  prompt  delivery  on  freight  moving  from  this  port. 

Address    Traffic  Department  GALVESTON  COMMERCIAL  ASSOCIATION 

Galveston,  Texas 
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CAR  SURPLUS  AND  SHORTAGE 

The  Tragic  World  Washington  Bureau 

The  average  daily  surplus  of  freight  cars  amounted  to  381,746 
in  the  period  June  8  to  15,  inclusive,  a  decrease  of  7,780  cars  as 
compared  with  the  previous  week,  according  to  compilations 
made  from  carriers'  reports  by  the  car  service  division  of  the 
American  Railway  Association  June  22. 

The  surplus  was  made  up  of  the  following  classes  pf  equip- 
ment: Box,  143,935;  ventilated  box,  3,007;  auto  and  furniture, 
9232-  flat,  14,751;  gondola,  116,235;  hopper,  43,213;  total,  all  coal, 
159,448;  coke,  10,942;  S.  D.  stock,  19,762;  D.  D.  stock.1,406; 
refrigerator,  13,318-;  tank,  894;  miscellaneous,  5,051. 

The  average  daily  shortage  was  220,  made  up  of  the  follow- 
ing classes  of  equipment:  Box,  121;  auto  and  furniture,  10;  flat, 
3;  gondola,  17;  hopper,  28;  S.  D.  stock,  31;  refrigerator,  10. 

LOCATION  OF  CARS 

The  Traffic  World  Washington  Bureau 

The  semi-monthly  bulletin  of  the  car  service  division  of  the 
American  Railway  Association  on  percentages  of  freight  cars  on 
line  to  ownership  as  of  June  1  on  Class  1  roads  shows  that  in 
the  Eastern  district  the  percentage  was  98.4  as  against  104.3 
a  year  ago;  in  the  Allegheny  district,  101  as  against  99.9  a  year 
ago;  in  the  Pocahontas  district,  90.8  as  against  66.5  a  year  ago; 
in  the  Southern  district,  96.9  as  against  99.5  a  year  ago;  in  the 
Western  district,  97.2  as  against  99.5  a  year  ago;  grand  total, 
all  districts,  98  as  against  99.3  a  year  ago;  Canadian  roads,  95.7 
as  against  89.4  a  year  ago. 

The  percent  of  home  cars  on  home  roads  for  Class  1  roads 
on  June  1  for  the  country  as  a  whole  was  72.9  per  cent.  In 
the  Eastern  district  It  was  65.9  per  cent;  in  the  Allegheny,  79.5 
per  cent;  in  the  Pocahontas,  77.8  per  cent;  in  the  Southern, 
71.3  per  cent,  and  in  the  Western,  74.1  per  cent. 


CISCO  AND  N.  E.  RY.  BONDS 

The  Traffic  World  Washington  Bureau 

The  Cisco  &  Northeastern  Railway  Co.,  in  finance  docket 
No.  1483,  has  asked  authority  under  section  20a  to  issue  cer- 
tificates for  $264,950  of  its  capital  stock  of  $500,000  not  issued 
before  the  effective  date  of  the  transportation  law,  for  all  of 
which,  except  $17,900,  the  company  has  received  subscriptions, 
and  for  which  it  has  received  $158,075  and  on  which  subscribers 
owe  $88,975. 

In  addition  the  company  has  asked  for  authority  to  issue 
$700,000  first  mortgage  6  per  cent  gold  bonds  to  cover  present 
investment,  and  $182,000  additional  bonds  for  additions  and  bet- 
terments, bonds  to  be  disposed  of,  as  and  when  the  expenditures 
on  approved  projects  are  made. 

Under  the  terms  of  the  agreements  with  the  Texas  Com- 
pany, the  Gulf  Production  Company  and  the  Humble  Oil  &  Re- 
fining Company,  $326,550  worth  of  the  bonds  will  be  accepted 
at  par  in  retirement  of  notes  and  accrued  interest.  The  re- 
mainder will  be  disposed  of  at  the  best  market  price,  but  in  no 
event  at  less  than  80.  No  arrangements  for  their  sale  has  been 
»ade  except  as  indicated,  where  the  oil  companies  have  agreed 
to  take  the  bonds  for  the  retirement  of  notes  and  accrued  in- 
terest. 

The  application  is  in  accordance  with  the  laws  of  Texas 
according  to  a  certificate  signed  by  B.  F.  Looney,  attorney  gen- 
eral of  Texas. 

The  Mercantile  Trust  Company  of  New  York  is  the  trustee 
under  the  mortgage. 


RATES  ON  GAS  OIL  TO  KEOKUK,  IA. 

The  assessment  of  a  rate  of  34.5  cents  for  shipments  of  gas 

I  from  Oklahoma  to  Keokuk,  la.,  a  rate  8  cents  in  excess  of 

charged  for  a  similar  service  from  the  same  origin  points 

Louis,  whereas  the  rates  charged  on  refined  oils  and  fuel 

are  only  1  and-1%  cents  higher,  was  regarded  as  unjust  and 

reasonable  by  Leo  E.  Golden,  who  testified  on  behalf  of  the 

complainants  at  the  hearing  on  No.  12473,  Keokuk  Electric  Co 

.  Arkansas  Central  et  al.,  before  Examiner  C.  R.  Seal  in  Chi- 

cago, June  22.     A  situation  somewhat  similar  existed  on  ship- 

ments of  the  same  commodity  from  Kansas  groups  No  1  and  No 

2    where  the  rates  were  6.5  and  8  cents,  respectively,  over  the 

St.  Louis  rate. 

The  short-line  distance  from  Kansas  City,  from  which  most 

or«  o  .car,?  per  year  which  the  complainant  uses  are  shipped, 

to  Keokuk  and  278.3  to  St.  Louis.     The  witness   also 

pointed  out  that  the  rate  to  Keokuk  on  gas  oil  is  higher  than 

ratf  <°  Quincy,  Decatur,  Chicago  and  Peoria,  111.,  and  Madi- 

BOD,    \\  IS. 


tti"'   aPet,r°leum   product   comparable  to  gas   oil,   the 
r  being  only  slightly  more  valuable  than  the  former    had 
'.  *2w  Kanf8,,Clty  to  ^okuk  of  27.5,  according  to  the 
h  rate,  he  said,  woud  be  considered  a  fair  one  on 


. 
The  Western  Petroleum  Refiners'  Association  presented  a 


petition  of  intervention  on  behalf  of  its  members,  who  are  re- 
finers in  the  midcontinent  fields.  F.  G.  Stadle,  rate  expert  for 
that  organization,  introduced  a  number  of  exhibits  showing  the 
value  of  various  petroleum  products  which  purported  to  show 
that  the  value  of  gas  oil  at  the  present  time  did  not  exceed  $1 
a  barrel.  He  contrasted  this  with  the  value  of  refined  oils  and 
said  that  another  factor  which  narrowed  the  spread  of  the  rate 
between  the  two  classes  of  products  was  the  fact  that  gas  and 
fuel  oils  were  rated  by  the  carriers  at  7.4  pounds  per  gallon 
and  refined  oils  at  6.6  pounds.  The  loss  and  damage  claims  on 
oils  during  1918,  he  said,  amounted  to  only  .24  per  cent  of  the 
revenue  derived  by  the  carriers  from  the  movement  of  these 
products,  whereas  the  loss  and  damage  claims  paid  on  all  traffic 
amounted  to  1.66  of  their  entire  freight  revenue  during  the  same 
year. 

J.  E.  Noon,  traffic  assistant  for  the  Director-General,  asserted 
that  the  difference  in  the  value  of  gas  and  fuel  oils  might  well 
be  taken  into  consideration  when  making  rates  on  the  two  prod- 
ucts. He  said,  however,  that  he  knew  of  no  territory  where  a 
higher  rate  was  assessed  on  one  than  on  the  other.  He  claimed 
that  other  commodities  in  general  showed  a  higher  per  ton  mile 
earning  than  did  the  movement  of  gas  oil  to  Keokuk,  and  that 
the  empty  haul  on  tank  cars  and  the  allowance  made  by  the 
carriers  when  the  cars  were  furnished  by  shippers  make  their 
use  more  expensive  than  ordinary  equipment. 


Digest  of  New  Complaints 

- 

No.   12812.     Gulf  Refining  Co.,  Pittsburgh,   Pa.,   vs.   Pennsylvania  and 
Payne. 

Unjust,  unreasonable  and  discriminatory  rates  on  fuel  oil  from 
Grays  Ferry  Station.  Philadelphia,  Pa.,  to  Mldvale  Station,  Phila- 
delphia, Pa.,  in  that  they  exceeded  rate  of  4%c  per  100  Ibs.  Asks 
for  reparation. 

No.  12813.    Standard  Oil  Co.  of  New  Jersey  et  al.,  New  York  City,  vs. 
Payne,  as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory,  unjustly  prefer- 
ential and  prejudicial  rates  on  1,524  tank  cars  of  crude  petroleum 
oil  from  Ranger,  Strawn  and  Tiffin,  Tex.,  to  North  Baton  Rouge, 
La.,  from  January  21,  1919,  to  May  29,  1919.  Asks  reparation  of 
J28.348.13,  plus  war  tax  of  $850.40. 
No.  12814.  Tampa  Coal  Co.,  Tampa,  Fla.,  vs.  Payne,  as  agent. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  coal 
from  points  in  Alabama  to  Tampa  because  increase  under  G.  O.  2 
was  applied  to  both  factors  of  combination  rate.     Asks  reparation. 
No.  12815.    West  Alabama  Lumber  Co.,  Tuscaloosa,  Ala.,  vs.  Alabama 
&  Vicksburg,  Payne  et  al. 

Unjust,  unlawful  and  unreasonable  charges  on  three  carloads  of 
yellow  pine  lumber  from  Forest,  Miss.,  to  Washington,  D.  C.,  and 
reshipped  to  Rochester,  N.  Y.,  because  defendants  refused  to  com- 
ply with  reconsigning  instructions.  Asks  reparation. 
No.  12816.  Hocking  Valley  Brick  Co.,  Logan,  O.,  vs.  Hocking  Valley 
and  Payne,  as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential and  prejudicial  rates  on  raw  material  for  brick  making  from 
Buchtel  to  Logan,  O.,  and  unjust  and  unreasonable  rates  on  bricks 
from  Logan  to  various  destinations.  Asks  for  reasonable  rates  and 
reparation  of  $10,505. 

No.  12817.    West  Alabama  Lumber  Co.,  Tuscaloosa,  Ala.,  vs.  Alabama, 
Tennessee  &  Northern,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  carload  of  lumber  from  Boyd. 
Ala.,  to  Camden,  N.  J.,  reconsigned  at  Buffalo,  by  reason  of  impo- 
sition of  demurrage  charges.  Asks  reparation. 

No.  12818.     Keystone  Elevator  and  Warehouse  Co.,  Philadelphia,  Pa., 
vs.  Pennsylvania  and  Payne. 

Asks  for  reasonable  allowance  from  Pennsylvania  and  Director 

General  for  elevation  and  other  accessorial  services  at  Philadelphia 

between  July  1,  1918,  and  August  6,  1919,  amounting  to  $15.738.39. 

No.  12819.    West  Virginia  Pulp  and  Paper  Co.,  Inc.,  New  York  City,  vs. 

Payne,  as  agent. 

Unreasonable  rates  on  osage  orange  wood  from  Bonham,  Tex.,  to 
Cass,  W.  Va.,  in  July  and  August,  1918.    Asks  for  reparation. 
No.  12820.    West  Virginia  Pulp  and  Paper  Co.,  Inc.,  New  York  City,  vs. 
Payne  as  agent. 

Unreasonable    rates    on    osage    orange   wood    from    Wapanucka, 
Okla.,  and  other  Oklahoma  points  to  Cass,  W.  Va.     Asks  repara- 
tion. 
No.  12821.    Utah  Fuel  Co..  Sunnyside,  Utah.,  vs.  Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  slack  coal  from  complainant's 
coal  mine  tipple  to  storage  bins  at  Sunnyside,  Utah.  Asks  repara- 
tion. 

No.  12822.    West  Alabama  Lumber  Co.,  Tuscaloosa,  Ala.,  vs.  Southern, 
Payne  et  al. 

Unjust  and  unreasonable  charges  on  carload  of  lumber  from 
York,  Ala.,  to  Buffalo,  N.  Y.,  and  ordered  reconsigned  to  Chester, 
Pa.  Asks  reparation. 

No.  12823.     Macon  (Ga.)  Chamber  of  Commerce  vs.  Bangor  &  Aroos- 
took  et  al. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  paper 
from  points  in  Maine,  Massachusetts  and  Vermont  to  Macon,  Ga. 
Asks  cease  and  desist  order,  just,  reasonable  and  non-discrimina- 
tory rates. 

No.  12824.    The  Atlas  Portland  Cement  Co.,  Hannibal,  Mo.,  vs.  C.  B.  & 
Q.  et  al. 

Unjust  and  unreasonable  rates  on  cement  from  Hannibal,  Mo., 
to  points  in  Indiana,     Asks  cease  and  desist  order  and  just  and 
reasonable  rates. 
No.  12825.    Republic  of  France  vs.  Wheeling  &  Lake  Erie  et  al. 

Unjust,  unreasonable,  unduly  discriminatory  and  prejudicial 
rates  on  billets,  iron  or  steel,  from  Steubenville,  O.,  to  Baltimore 
and  New  York.  Asks  reparation. 

No.  12826.     The  Grasselli  Chemical  Co.,   Cleveland,  O.,  vs.  New  York 
Central,  Payne  et  al. 

Unjust  and   unreasonable   rates  on   roasted   zinc   ore  from   Gib- 
son,  Ind.,  to  Clarksburg,  W.  Va,    Asks  reparation. 
No.  12827.    Republic  of  France  vs.  M.  K.  &  T.  of  Texas  et  al. 

Unjust,  unreasonable,  unduly  discriminatory  and  prejudicial 
rates  on  cotton  linters  from  Houston.  Tex.,  to  New  Orleans,  La. 
Asks  reparation. 
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EVERY  STEP 

From  Start  to  Finish 

In  Both  Freight  Rate  and 
Classification  Change 

Is  Now  Promptly  Told  of 


in 


The  Traffic  Bulletin 


The  Information  Regularly  Carried  in  This 
Publication  Includes  the  Following: 

1 — Released  Rate  Orders 

2 — Fourth  Section  Orders 

3 — Sixth  Section  Orders 

4 — Investigation  and  Suspension  Orders 

5 — Suspension  Orders  Vacated 

6 — New  Tariffs  and  Supplements  Filed  with  the  I.  C.  C. 

7— Tariffs  Rejected  by  the  I.  C.  C. 

8— Express  Tariffs  Filed  with  the  I.  C.  C. 

9 — Shipping  Board  Tariffs 
10 — Adoption  Notices 
11 — Central  Freight  Association  Docket 
12 — Central  Freight  Association  Hearings  ;  : 

13 — C.  F.  A.  Coal,  Coke  and  Iron  Ore  Docket 
14 — New  England  Freight  Association  Docket 
15 — New  England  Freight  Association  Hearings 
16 — Southern  Rate  Committee  Docket 
17 — Southwestern  Freight  Bureau  Docket 
18 — Southwestern  Freight  Bureau  Hearings 
19 — Texas  Freight  Bureau  Docket 
20 — Trunk  Line  Association  Docket 
21 — Trunk  Line  Association  Hearings 
22 — Trunk  Line  Coal  and  Coke  Docket 
23 — Trunk  Line  Coal  and  Coke  Hearings 
24 — Perishable  Freight  Committee  Docket 
25 — Western  Trunk  Line  Docket 
26 — Western  Trunk  Line  Hearings 
27 — Transcontinental  Freight  Bureau  Docket 
28 — Southern  Ports  Foreign  Freight  Docket 
29 — Consolidated  Classification  Docket 
30 — Embargo  Notices,  Modifications  and  Cancellations 
31 — Steamship  Sailings 

Samp/es  and  full  information  free  on  requett 

The  Traffic  Service  Corporation 

Publishers  THE  TRAFFIC  WORLD 

418  South  Market  St.,  Chicago 


Serving  the 
Great  Southwest 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


.M        I       S 


"Nt..., 


i 


The  new  era  of  transportation 
demands  personal  service.  We 
undertake  to  render  this  service. 
Let  us  assist'you  in  solving  your 
transportation  problems.  Our 
organization  is  trained  and  facil- 
ities provided  for  this  purpose. 


No  bothersome  large  terminals, 
coupled  with  through  freight 
trains,  assures  continuous 
movement  between  Missouri 
River  and  Mississippi  River 
gateways  and  Oklahoma.Texas 
and  Texas  Gulf  Ports.  Mark 
your  bill  of  lading  K.  O.  &  G., 
we  do  the  rest. 


.\ 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  KansM  City,  Mo.. 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  6828. 

Mr.  H.  D.  Fry,  General  Agent,  Dalian,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  X  3950. 

Mr.  F.  A.  Layman,  General  Agent, 

729  Wabash  Bldg.,  Pittsburgh,  Pa.     Phone  Court  4601-2. 

Mr.  D.  K.  Peek,  General  Agent, 

208  S.  La  Salle  St.  Chicago,  III.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 
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Docket  of  the  Commission 
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Note.      Item.  In  the  Docket  marked  with  «"  ••*«rl**  <*> 

as;;8.  ^jssffJSsMsarA  Tahtee 

this  Docket  will  be  noted  elsewhere. 


.  Beaumont  Wharf  and 


Tsub'  No'.  1)—  Beaumont  Chamber  of  Commerce  et  al.  vs.  Beau- 
onf  'chai.^^Commerce  vs.  Louisiana  Western  et  al. 


umon  . 

^4l2->Texas  Steel  Co.  (R.  S.  Collin  and  W.  H.  Lantz,  receivers)  vs. 

12412R('Subf  No^l)—  Texas  Steel  Co.   (R.  S.  Collin  and  W.  H.  Lantz, 

receivers)  vs.  C.  R.  I.  &  P.  et  al. 
June  27—  Portland.  Ore.  —  Examiner  Flynn: 

12428—  Willamette  Iron  and  Steel  Works,  Inc.,  et  al.  vs.  B.  &  O.  et  al. 
June  27  —  Chicago.  111.  —  Examiner  Seal: 

12745—  In  the  matter  of  intrastate  rates  of  the  American   Railway 

Express  Co.  between  points  in  the  state  of  Illinois. 
June  27—  Argument  at  Washington,  D.  C.: 
.  11299—  William  Wylie  Beall  vs.  Wheeling  Traction  Co. 

•  11299  (Sub.  No.  1)—  Charles  J.  Schuck  vs.  Wheeling  Traction  Co. 
June  28—  Tacoma.  Wash.—  Examiner  Flynn: 

12424  —  Love-Warren-Monroe  Co.  vs.  C.  M.  &  St.  P.  et  al. 

12421—  West  Coast  Grocery  Co.  et  al.  vs.  O.-W.  R.  &  N.  Co.  et  al. 
June  28  —  Argument  at  Washington,  D.  C.: 

11681  —  Oxford  Paper  Co.  et  al.  vs.  Director  General. 
June  29  —  Washington,  D.  C.  —  Before  the  Commission: 

•  Valuation    Docket  26  —  In   re  San   Pedro,   Los  Angeles   &  Salt   Lake 

R.  R.  Co.   (final  value). 

•  Valuation   Docket  4—  Kansas  City  Southern  Ry.  et  al.   (final  value). 
June  29  —  Tacoma,  Wash.—  Examiner  Flynn: 

12498—  Far  West  Clay  Co.  vs.  C.  M.  &  St.  P.  et  al. 
12499  —  Far  West  Clay  Co.  vs.  C.  M.  &  St.  P.  and  Director  General. 
June  29  —  Chicago,  111.  —  Examiner  Seal: 

•  I.   and   S.    1352  —  Southern   quarantine   cattle  at  Jersey   City,   N.    J., 

and  New  York,  N.  T. 
June  30  —  New  Haven,   Conn.  —  Examiner  Quevedo: 

12134  —  The  Manufacturers'   Assn.   of  Connecticut,   Inc.,   vs.   Director 
General. 

Jift"  1  —  Washington,  D.  C.  —  Examiner  Wagner: 

I.  and  S.  1349  —  Pulpwood  from  South  Carolina  to  Canton,  N.  C. 

July  1—  Cleveland,  O.  —  Examiner  Howell: 

12644  —  The  Lakewood  Engineering  Co.  vs.  N.  Y.  C. 

12644  (Sub.  No.  1)  —  The  Lakewood  Engineering  Co.  vs.  B.  &  O.  et  al. 

12644  (Sub.  No.  2)  —  The  Lakewood  Engineering  Co.  vs.  Lake  Erie  & 

Pittsburgh  Ry.  et  al. 
July  1  —  Argument  at  Washington,  D.  C.  : 

•  11961—  Wausau  Southern  Lumber  Co.  vs.  Gulf  &  Ship  Island  et  al. 

•  11995  —  Charles  C.  Oyler  &  Son  et  al.  vs.  American  Ry.   Express  Co. 

July  1  —  Washington,  D.  C.  —  Examiner  Paulson: 

11132  —  Union  Cypress  Co.  vs.  F.  E.  C.  Ry.  et  al. 
July  1  —  Chicago,  111.  —  Examiner  Hosmer: 
I.  and  S.  1335—  Policing  shipments  of  intoxicating  liquors  in  Western 

Trunk  Line  territory. 

July  1  —  Cheyenne,  Wyo.  —  Public  Service  Commission  of  Wyoming: 
Finance   Docket   1185-yApplication  of  the   Saratoga  &  Encampment 

R.  R.  Co.  for  a  certificate  of  public  convenience  and  necessity. 
July  1—  Seattle.  Wash.—  Examiner  Flynn: 

12376  —  Forbes  Timber  Co.,  Inc.,  vs.  Nor.  Pac.  and  Director  General. 
July  2  —  Chicago,  111.  —  Examiner  Hosmer: 

I.  and  S.  1348  —  Absorption  of  switching  charges  at  Chicago,  111. 
July  2—  Mobile,  Ala.—  Examiner  Kephart: 

I.   tnd   8.   1328  —  Cancellation   of  switching  arrangements  at  Mobile, 

Ala. 
July  2  —  Seattle,  Wash.  —  Examiner  Flynn: 

12491—  Kohan  &  Falk  Co.  vs.  O.  S.  L.  et  al. 
July  5  —  Toledo,  O.  —  Examiner  Howell: 

I.  and   S.  1341  —  Classification  ratings  on  paint  or  varnish  spraying 

booths. 
July  5—  Chicago,  111.—  Examiner  Hosmer: 

12633—  The  Silica  Sand  Producers'  Traffic  Assn.  et  al.  vs.  C.  C    C   & 

St.  L.  et  al. 
12632  —  The  Silica  Sand  Producers'  Traffic  Assn.  et  al.  vs    Pa    R    R 

et  al. 

12642  —  The  Silica  Sand  Producers'  Traffic  Assn.  et  al.  vs.   C.   &  O. 
et  al. 

July  6—  Argument  at  Washington,  D.  C.: 

11?P3rrM<:Gowin  I-umber  and  Export  Co.  et  al.  vs.  Director  Genera!, 
Gulf,  Florida  &  Alabama  et  al. 

July  6—  Washington.   D.  C.—  Examiner  Carter: 

12124—  W.  A.  Wimsatt  vs.  B.  &  O.  et  al. 
July  6  —  Cincinnati,  O.  —  Examiner  McQuillan: 

12601—  Riverside   Coal  Co.   vs.   Director  General,   Ohio   &   Kentucky 
et  al. 

-The  Peters  Cartridge  Co.  vs.  Director  General,  Pa.  R.  R.  et  al. 
July  6  —  Charleston,  S.  C.—  Examiner  W.  H.  Wagner- 

12628  —  Charleston  Traffic  Bureau  vs.  A.   G.   S.  et  al. 
Ju'X  6—  Chicago.  III.—  Examiner  Hosmer: 

640—  The  Rock  Products  Traffic  League  vs.  N.  Y.  C    et  al 

!illca  Sand  Producers'  Traffic  Assn.  et  al.   vs.  C.  B.  & 

Juj^5r^<3alt  Lake  Clty-  Utah—  Examiner  Eddy: 

12484—  Inland  Crystal  Salt  Co.  vs.  Butte,  Anaconda  &  Pacific  et  al 
July  •—  Chicago.  III.—  Examiner  Barclay: 

8rUCriaI  w'rRyf)  """^    equlpment    ('""motive 

"'  utn"—  Commissioner  Aitchleon: 

"SaI    C°"    In°"    VS"    DIrector    General. 


July  7— Argument  at  Washington,  D.   C.: 

12131 — Cleveland  Provision  Company  vs.   Director  General  et  al. 

1  1966— Omaha  Packing  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

11424 — Boston  Wool  Trade  Assn.  vs.  Abilene  &  Southern  et  al. 

Portions  of  fourth  section  applications  345  and  349. 
July  7— Washington,  D.  C.— Eteaminer  Kephart: 

12547 — Mrs.  E.  F.  Berkeley  Jones  vs.  Long  Island  et  al. 
July  7 — Indianapolis,  Ind. — Examiner  Smith: 

12349— Kingan  &  Co.,  Inc.,  vs.  Director  General. 
July  7 — Atlanta,  Ga. — Examiner  Kephart: 

I.  and  S.  1330 — Interchange  switching  at  Atlanta.  Ga. 

July  7 — Minneapolis,  Minn. — Examiner  Howell: 

I.  and  S.  1340— Classification  ratings  on  flower  and  garden  seeds. 

July  g — New  York,  N.  Y. — Examiner  H.  J.  Wagner: 

12685 — Italian  Government  Commission  vs.   Director  General  et  al. 
July  8 — Argument  at  Washington,  D.  O. : 

11287 — Traffic  Bureau  of  Nashville  et  al.  vs.  Director  General  et  al. 
11523 — City  of  Clarksville,  Tenn.,  et  al.  vs.  Director  General  et  al. 
11562 — Walter  Cain,   Special  Auditor  of  the  State  of  Tennessee,  vs. 

Director  General  et  al. 
11562  (Sub.  No.  1) — Railroad  and  Public  Utilities  Commission  of  the 

State  of  Tennessee  vs.  Director  General. 

11050 — Stewart  Iron  Co.,  Ltd.,  vs.  Pa.  R.  R.   (Western  Lines)   et  al. 
11167 — Stewart  Iron  Co.,  Ltd.,  vs.  P.   &  L.  E.  and  Director  General. 

July  8 — Washington,  D.  C. — Examiner  Kephart: 

12550 — The  Barrett  Co.  vs.  Director  General,  Pa.  R.  R.  et  al. 
July  8 — Savannah.  Ga. — Examiner  Wagner: 

I.  and  S.  1336 — Naval  stores  between  south  Atlantic  ports,  Including 

interior  ports., 
July  8 — Minneapolis,  Minn. — Examiner  Howell: 

I.  and  S.  1272 — Switching  and  absorption  at  Minneapolis,  Minn.,  etc. 
July  8 — Chicago,  111. — Examiner  Barclay: 

12066 — Construction    and    repair    of    railway    equipment    (locomotive 

equipment  of  C.  M.  &  St.  P.  Ry.) 
July  8 — Carson  City,  Nev.— Commissioner  Aitchlson: 

12690 — Public  Service  Commission  of  Nevada  vs.  Sou.  Pac.  et  al. 
July  9 — St.  Louis,  Mo. — Examiner  McQuillan: 

I.  and  S.  1259 — Acid  from  Hillsboro,  111.,  to  Ohio  River  points. 
July  9 — Chicago,  111. — Examiner  Hosmer: 

12646— Swift  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 

12648— Swift  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 

July  11— New  York,  N.  Y.— Examiner  H.  J.  Wagner: 

12541 — Midland  Linseed  Products  Co.  vs.  Director  General  et  al. 
12663 — Midland  Linseed  Products  Co.  vs.  Director  General  et  al. 
July  11 — San  Francisco,  Calif. — Examiner  Eddy: 

12733 — Lassen  Lumber  and  Box  Co.   vs.   Director  General   and  Sou. 

Pac. 
July  11 — Washington,  D.  C.— Examiner  Kephart: 

12631— McKell  Coal  and  Coke  Co.  et  al.  vs.  C.  &  O.  et  al. 
July  11 — St.  Louis,  Mo.— Examiner  McQuillan: 

12584 — Indiahoma  Refining  Co.  vs.  Director  General,  C.  &  A.  et  al. 
12561 — Indiahoma    Refining    Co.    vs.    Director    General,    Ahnapee    & 

Western  et  al. 
12561    (Sub.    No.    1) — Indiahoma   Refining   Co.    vs.    Director   General 

et  al. 

July  11 — Chicago,  111. — Examiner  Hosmer: 

12598 — Wilson  &  Co.,  Inc.,  of  Oklahoma,  vs.  Director  General  et  al. 
12599 — Wilson  &  Co.,  Inc.,  of  Oklahoma,  vs.  Director  General  et  al. 
July  11 — Duluth,  Minn. — Examiner  Howell: 

12655 — Fitger  Brewing  Co.  vs.  Northern  Pacific  et  al. 
12558 — Jacobson  Bros.  vs.  Northern  Pacific  et  al. 
12518 — Duluth  Brewing  and  Malting  Co.  vs.  Northern  Pacific  et  al. 
July  11 — Vincennes,  Ind. — Examiner  Smith: 

12553 — Indiana  Board  and  Filler  Co.  vs.  Director  General  et  al. 
12553  (Sub.   No.  1) — Indiana  Board  and  Filler  Co.  vs.  Director  Gen- 
eral et  al. 
July  11 — Oklahoma  City,  Okla. — Examiner  Hunter: 

12563 — Healy  &  Co.  vs.  Director  General,  M.  K.  &  T.  Ry. 

11441 — Hobart  Mill  and  Elevator  Co.   et  al.  vs.  Director  General,  St. 

L.-S.  F.  Ry. 
July  11 — Parkersburg,  W.  Va. — Examiner  Archer: 

12588 — The  Seneral  Porcelain  Co.  vs.  Director  General,  B.  &  O.  et  al. 
12589 — The  General  Porcelain  Co.  vs.  Director  General,  B.  &  O.  et  al. 
July  11 — Chicago.  111.— Examiner  Barclay: 
12066 — Construction    and    repair   of    railway    equipment    (locomotive 

equipment  of  the  C.  B.  &  Q.  R.  R.) 
July  11 — Atlanta,  Ga. — Examiner  W.  H.  Wagner: 

12233-;-Hudson  Mule  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al.  Such  fourth 
section  departures  as  may  exist  in  the  adjustment  of  rates  will  be 
considered  by  the  Commission  in  the  disposal  of  this  complaint. 


CHANGES  IN  DOCKET 

Hearing  in  12463,  Monsanto  Chemical  Works  vs.  Director- 
General,  B.  &  O.  et  al.,  assigned  for  June  20  at  St.  Louis,  and 
12464,  Same  vs.  Director-General,  A.  T.  &  S.  F.  et  al.,  assigned  for 
June  20  at  St.  Louis,  was  canceled. 

Argument  in  11662,  Charleston,  S.  C.,  Mining  &  Mfg.  Co. 
vs.  Director-General;  11876,  Ideal  Fuel  Co.  vs.  Director-General; 
11729,  the  Rock  Products  Traffic  League  of  Chicago,  111.,  vs. 
C.  B.  &  Q.  et  al.;  11799,  the  Rock  Products  Traffic  League  of 
Chicago,  111.,  vs.  C.  B.  &  Q.  et  al.;  and  11810,  the  Rock  Products 
Traffic  League  of  Chicago,  111.,  vs.  C.  R.  I.  &  P.  et  al.,  assigned 
for  July  15  at  Washington,  was  canceled  and  reassigned  Cor 
July  25  at  Washington. 


'1'  York' 


Y-—  Examiner  H.  J.  Wagner: 
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SOUTHERN   RATE  COMMITTEE  HEARINGS 

Beginning  July  5  the  weekly  public  hearings  by  the  Southern 
Rate  Committee  at  Atlanta  will  be  on  Tuesday  instead  of  Mon- 
day of  each  week. 
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You  carry 
insurance  of  course : 
then  use  these  tags. 


Coupon  Tags — insure 
you  against  labor  losses 

Work  Tags — insure  you 
against  accounting  losses 

Duo-Safety  Tags — insure 
you  against  shipping  losses 


EVERY  business  man  knows  the  neces- 
sity of  insurance. 

So,  today,  most  business  men  are  realizing 
the  value  of  tags  as  insurance  against  losses 
in  the  factory,  the  shop,  the  store  and  the 
office  —  in  fact,  in  every  line  of  business 
activity. 

The  leaks  in  operation,  in  labor,  in  manage- 
ment and  in  shipments,  are  stopped  by  tags. 

Our  great  business  has  grown  out  of  this 
element  of  service  in  tags.  It  has  developed 
tag  production  way  beyond  the  printing 
business,  by  special  practice  and  automatic 
machinery. 

INTERNATIONAL 


T7I7E  have  gone  a  step  farther  and  devel- 
»  V  oped  Tag  Service,  which  applies  the 
experience  of  thousands  of  special  tag  meth- 
ods to  your  business,  so  that  tags  will  insure 
you  against  losses  and  leaks  that  may  now 
exist. 

You  may  not  even  know  what  some  of  your 
losses  are,  until  you  see  how  some  special  tag 
system  works. 

Telephone,  wire,  or  writ*  to  YOUR 
nearest  brunch  of  OUR  business  and  The 
International  Man  will  respond  at  once. 

Main  Office  and  Factory:      Chicago,  IllinoU,  U.  S.  A. 

Now  York  City  SALES  OFFICES  Loe  A««elee.  C.1. 

St.Louit.  Mo.  Kanau  Cily.  Mo.     Boston.  Mu».  CUwUnd.  Okie 

Dearer.  Cole.          Detroit.  Mich.          Rochester.   N.  Y.      MJw»u»»«.   Wie. 
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PETITIONS  FOR  REHEARING,  ETC. 

The  Mallory  Steamship  Company  and  other  respondents 
have  asked  the  Commission  to  grant  a  reargument  and  to  mod- 
ify its  order  in  I.  &  S.  1280,  rail  and  water  rates  from  Atlantic 
seaboard  territory  to  Texas  points. 

The  Commission  has  been  asked  by  the  Birmingham  South- 
ern Railroad  Co.  to  reopen,  for  the  admission  of  additional  evi- 
dence, No.  11485,  Birmingham  Southern  Railroad  Co.  vs.  Direc- 
tor-General, A.  G.  S  et  al. 

Complainants  in  No.  12135,  Joseph  Sussman,  doing  business 
under  the  firm  name  of  Tacoma  Junk  Co.  vs.  Northern  Pacific, 
i  No  12075,  American  Wood  Pipe  Co.  vs.  Director-General, 
O  -W  R.  &  N.  Co.  et  al.,  have  asked  the  Commission  to  grant  a 
further  hearing  on  the  sole  issue  of  whether  or  not  complainants 
paid  and  bore  the  charges  on  the  shipments  in  question. 

TO   ABANDON    BRANCH    LINE 

The  Central  New  England  Railway  Company  has  applied  to 
the  Commission  for  a  certificate  authorizing  it  to  abandon  part  of 
a  branch  line  from  Tariffville,  Conn.,  to  Agawam  Junction,  Mass. 
The  part  the  applicant  proposes  to  abandon  is  between  Feeding 
Hills  and  Agawam  Junction,  near  West  Springfield,  Mass.  The 
company  says  that  all  freight  on  the  Tariffville  branch  destined 
to  and  from  Springfield  and  beyond  can  be  handled  over  the  com- 
pany's main  line  and  the  N.  Y.  N.  H.  &  H.  via  Hartford,  Conn. 
Passenger  service  between  Feeding  Hills  and  Springfield,  Mass., 
is  furnished  by  an  electric  line. 

WICHITA   NORTHWESTERN    BONDS 

The  Wichita  Northwestern  Railway  Company  has  been  au- 
thorized by  the  Commission  to  issue  $600,000  of  first  consoli- 
dated 6  per  cent  bonds  and  to  pledge  them  with  the  Secretary 
of  the  Treasury  for  a  loan  of  $381,750  from  the  government. 
The  loan  has  been  approved  by  the  Commission.  Of  the  $381,- 
750,  $200,000  will  be  used  in  retiring  bonds  and  the  remainder 
will  go  for  completion  of  the  company's  line  of  railroad. 


PENNSYLVANIA  CONTROL  OF  P.  FT.  W.  &  C. 

The  Commission  has  authorized  the  Pennsylvania  Railroad 
Company,  in  finance  docket  No.  1448,  to  acguire  control  of  the 
Pittsburgh,  Fort  Wayne  &  Chicago  Railway  Company,  by  the 
purchase,  at  par,  from  the  Pennsylvania  Company  of  $34,000,000 
worth  of  the  special  guaranteed  stock  of  the  Fort  Wayne  road, 
and  to  assume  the  obligations  of  the  Pennsylvania  company  in 
respect  to  the  payment  of  the  principal  and  interest  of  $33,239,000 
of  the  guaranteed  trust  certificates  heretofore  issued  by  the  Penn- 


sylvania company.  In  taking  over  the  control  of  that  part  of  its 
western  lines  system  represented  by  the  Fort  Wayne  route  from 
the  holdin,g  company  that  took  it  over  when  the  arrangement  of 
a  999  year  lease  was  arranged,  the  parent  company  will  pay  to 
the  holding  company  which  is  going  out  of  business  $761,000  in 
cash.  The  stock  of  the  holding  company  is  held  by  the 
Pennsylvania  Railroad  Company,  so  the  transaction  is  all  within 
the  family. 

HEARING   POSTPONED 

On  account  of  the  crowded  condition  of  the  examiner's 
docket,  and  because  it  was  agreed  by  the  two  sides  that  all  the 
evidence  could  not  be  put  in  in  less  than  two  full  days,  hearing 
on  No.  10804,  Barnett  Oil  &  Gas  Co.  vs.  L.  &  N.  et  al.,  which 
was  scheduled  to  take  place  before  Examiner  Seal  in  Chicago, 
June  22,  was  postponed  to  a  date  to  be  set  by  the  Commission. 
The  complaint  attacks  the  justness  and  reasonableness  of  a  29- 
cent  rate  on  crude-  petroleum  from  Kentucky  to  Chicago. 


LEASE  TO   P.  S.  &  N.   R.   R. 

Henry  S.  Hastings,  receiver  of  the  Pittsburg,  Shawmut  & 
Northern  Railroad  Company,  has  applied  to  the  Commission  for 
approval  of  a  lease  entered  into  by  him  with  the  owner  of  the 
Rochester,  Hornellsville  &  Lackawanna  Railroad,  a  short  line 
about  10.13  miles  long,  extending  from  a  connection  with  the 
Pittsburg  at  Moraine,  N.  Y.,  to  Hornell,  N.  Y.  The  Pittsburg 
has  operated  the  Rochester  road  under  lease  under  which  no 
annual  rental  was  paid.  The  new  lease  provides  for  a  fixed 
rental  of  $3,000  a  year. 


N.  &   P.   BELT   LINE   NOTE 

The  Norfolk  &  Portsmouth  Belt  Line  Railroad  Company  has 
applied  to  the  Commission  for  authority  to  make  and  deliver 
to  the  Norfolk  National  Bank,  Norfolk,  Va.,  a  note  in  the  sum 
of  $125,000,  bearing  6%  per  cent  interest  and  payable  on  January 
1  and  July  1,  1922.  The  note  will  be  issued  in  renewal  and 
curtailment  of  a  note  for  $150,000  due  July  16,  1921. 


H.  &  B.  T.  R.  R.  &  COAL  CO.  CERTIFICATES 

Approval  of  the  issuance  of  $300,000  of  car  trust  certificates 
in  partial  payment  for  four  new  locomotives  and  ten  new  all- 
steel  passenger  cars,  costing  $411,393,  is  requested  by  the  Hunt- 
ingdon &  Broad  Top  Mountain  Railroad  &  Coal  Company  in  an 
application  filed  with  the  Commission.  The  company  proposes 
to  sell  the  certificates  to  William  Marriott  Canby  and  Robt. 
Glendinning  &  Co.  at  88.61465  per  cent  of  par. 
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